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Abandonment    of    rnllroad    lines:    pp.    172     228, 

350.   512.   51S.   548.   620.   606.   604.  «02.   634.   6J1. 
734.    824.    848.    876,    896.    990.    1049.    1051. 

1196     1098.    1122.    1244.    1370.    14»fi.    1419.    1430. 
Accident  report*,  etc.;  pp.  354.  732. 
Accounting  circulars;    p.   «,2. 
Agricultural  Inquiry:  pp.   10.  146    203,   269,   re- 

port   pp.   810.  877.  941.  993.   1278. 
Agricultural     executive     conference;      contro- 

\visy.    p.    9;   official    memorandum   of.    p.    21. 

Ijt   Follette  answer  to  Howard,  p.  204. 
Agricultural  products   (see  grain,  hay.  etc.). 
Alt.-hi.vc.ii.    Clyde    B.:    charges    against,    pp.    8. 
M.intment  to  commission;  pp.  80,  IbU. 
Alaska:   hlKh  rates  to.  p.  84. 
All.-ii.    I..    M.:  claim  prevention,  p.  ""•,„. 
All.-n.   \V.  (>.:  misquotation  of  rates,  P-  \a°- 
American   ships  In   foreign   trade,   pp.    143     210. 
Am. rican     short     line     association;     meetings. 

.!.-..  pp.  792,  943.  1446. 

tson.    H.    C,.;   condition   of   bills  of   lading. 

\mierson.   Sydney;   transportation  Institute,  p. 

1287 
Andrews,    T.    M.:    function   of   traffic   clubs,    p. 

\iiirim    K.   M.:  prompt  payment  of  claims. 
Associated  traffic  Hubs  of  America;  organiza- 

tion meeting,  p.  1099. 

Automobiles;   rates  on,  etc.,   bp.  74.   1120.  1230 
Banhnm.    W.    J.   L.;   speech   before   New    liork 

I  road   Club,  p.   632. 
names.     Harry    C. :     protection     of    reparation 

Bartlett,  P.  S.;  misquotation  of  lates.  p.  290. 

Battery   filler:   rating  on,   p.   610. 

Bauserman,    C.    F.;    good    railroad    service,    p. 

Blbhins.  J.  R. :  speech  to  National  Construc- 
tion Conference  p.  824. 

Bill  of  lading;  order  amended,  p.  44;  errors  In 
order  corrected,  pp.  275.  344,  454,  528,  5aO, 
744,  771,  831,  832.  866.  #88.  939;  through  ocean 
bill  defined  by  British  Judiciary  committee. 
p.  999:  export  bill  suggestions,  p.  122o;  time 
for  use  of  old  bills  extended,  pp.  1230,  1316, 
131)9 

Blanchard, -Paul  E.;  makes  amends:  p.  1004. 

Boston  port  survey:  p.  1423. 

Brick   rates,   etc.:   p.    1367. 

Building  material:   rates  on,    etc.:   p.   790. 

Bunching  rule;  changes  in;  p.  1196. 

Bunker  coal  investigation:  p.  643. 

Burch.  J.  R.;  misquotation  of  rates;  p.  1168. 

Butler.  J.  H.:  express  company  service;  p.  286. 

Byars    E.  P.;  misquotation  of  rates;  p.  1053. 

Cagle    N.  C.;  refund  of  war  tax;  p.  492. 

Cafiison,  A.  F.;  speed  up  transportation;  p. 
765 

Campbell.    S.    H.;    freight    overcharge    claims; 

Canadian  marking  regulations;  pp.   25,  145. 

as;  rates  on,  etc.:  p.  906. 
Cape  Cod  canal:  purchase  of;  p.  1104. 
Careful  crossing  campaign,  p.  1242. 
Car  Service  Division;   orders  of.   etc.;   p.   1014. 
Car  suoplv  distribution,  performance,  etc.;  pp. 

25    2S.  32.  164.  294.  354,  474.  512.  542.  564,  661, 

662    788.   898.  994,   1178.   1308.  1320.   1367.   1368. 

1404    1410. 
Car  surplus  and  shortage;  pp.  25,  102,  170,  292. 

342    406    423.   474,   512,   542,   564,   662,   732,  788, 

848.  908.  945,  994,  1046,   1122.   1178,  1230,   1320, 

1410. 

.•nt:    rates,    etc.r   PP.    13,    74,    716,    746,    792. 

1010.   1295. 
Chamber  of  Commerce  of  the  U.   S. ;   meeting 

..f  National  Council;  pp.  319,  370;  meeting  of 

chamber:  pp.  992.  1105,  1163. 
Christiansen,    A.    J.;    misquotation    of    rates; 

Claims  caused  by  rough  handling;  p.  1242. 
c'laims,    freight;   reports  of  freight  claim  divi- 

sion of  American  Railway  Association,  etc.; 

pp.   184,  993,  1322. 
Claims  arising  under  federal  control;  payment 

of:   legislation,   etc.:   pp.   102,   136;  actions  in 

admiralty  barred  after  Feb.  28:  pp.  277,  308, 

376.  417.  431.  432.  454,  764.  878.  993. 
Clark.  S.  L.;  publicity  for  traffic  clubs:  p.  612. 
Classification  of  freight  by  ocean  carriers;   p. 

Ml 

Class  rates  suspended:   p.   888. 
1'1,-iyton  act;  exemption  from;  pp.  1386,  1418. 
Coady,  E.  T. :  misquotation  of  rates:  p.  492. 
Coal  and  coal  cars;  rates,  supply  distribution; 

pp.  44.  86.  108.  166.  202.  335,  336.  394.  396. 

433.  499.  530.  577.  606.  620.  661,  672.  674.  676, 

688.  852,  898.  898,  920,  947,  968.  1012,  1070. 

1096.  1153.  1230,  1252,  1316,  1340,  1380,  1426. 

1427. 

Coal  car  Investigation:  p.   1426. 
Coal  strike;  pp.  434,  436,  564,  633,  687,  6S9,  745. 

758. 
Cobb,  F.   I..;  loss  of  tonnage  from  high  rates: 

ksr. 

Cochrell,   M.   N.;   rail  and   water  coordination; 

p.  766. 

Coffee;  rates  on,  etc.;  p.  336. 
Collins.   O.  W. :   car  demurrage   prevention;   p 

890:   misquotation  of  rates;  pp.   87,   1227. 
Colvln.  C.  V. ;  motor  truck  .competition;  p.  288. 
Commission    appropriation;    p.    160. 
Commissioner  general  of  transportation;  legis- 

lation   authorizing   appointment   of;    pp.    214, 

Compensation  and  claims  of  roads  under  fed- 
eral control:  pp.  46.  94.  122.  1«8.  170,  189. 
272.  326.  472.  616.  672.  708.  784,  790.  798,  846, 
848.  866.  940.  993.  1060.  1064.  1076,  1090,  1118. 
1136  1148.  1196.  1226.  1266,  1370.  1372,  1436 

Consolidations,  leases  and  purchases  of  rail- 
road*; pp.  46,  48,  160,  369.  370.  396,  431; 


DECISIONS  OF   I.  C.  C.  IN  THE 
TRAFFIC  WORLD. 

July    to    December.    1908. 
Vol.     2.  14  I.  C.  C.    51 

to 

14  I.  C.  C.  619 
January  to  June,  1909. 
Vol.  2  and  3.  14  I.  C.  C.  631 

to 

16  I.  C.  C.  422 
July   to    December,    1909. 
Vol.     4.          16  I.  C.  C.  424 

to 

17  I.  C.  C.  388 
January    to    June,    1910. 
Vol.     6.       17  I.  C.  C.  251 

to 
19  I.  C.  C.  102 


July   to    December,    1910. 
Vol.     6. 


25 


19  I.   C.   C. 

to 

20  I.  C.  C.     21 
January    to    June,    1911. 
Vol.     7.       20  I.  C.  C.       1 

to 

21  I.  C.  C.  181 

July   to    December,    1911. 
Vol.     8.       21  I.  C.  C.   183 
to 

22  I.  C.  C.  138 
January    to    Juno,     1912. 
Vol.     9.       22  1.  C.  C.     14 

to 

24  I.  C.  C.  192 
July   to    December,    1912. 
Voi.  10.       24  I.   C.  C.  179 

to 

25  I.  C.  C.  349 

and 

20  I.  C.  C.  486 
January  to  June,  1913. 
Vol.  11.  25  I.  C.  C.  337 

to 

27  I.  C.  C.  343 
July   to    December,    1913. 
Vol.  12.       27  I.  C.  C.  302 

to 

28  I.   C.  C.  549 
January    to    June,    1914. 
Vol.  13.       28  I.  C.  C.   563 

to 

30  I.  C.  C.  628 
July  to  December,  1914. 
Vol.  14.  30  I.  C.  C.  531 

to 

32  I.  C.  C.  291 
January  to  June,  1915. 
Vol.  15.  32  I.  C.  C.  283 

to 

34  I.  C.  C.  277 
July  to  December,  1915. 
Vof.  16.  34  !.  C.  C.  278 

to 

37  I.  C.  C.  113 
January  to  June,  1916. 
Vol.  17.  37  I.  C.  C.  73 

to 

40  I.  C.  C.  52 
July  to  December,  1916. 
Vof.  18.  39  I.  C.  C.  675 

to 

42  I.  C.  C.  S74 
January  to  June,  1917. 
Vol.  19.  42  I.  C.  C.  127 

to 

45  I.  C.  C.  212 
July  to  December,  1917. 
Vol.  20.  45  I.  C.  C.  66 

to 

47  I.  C.  C.  482 
January  to  June,  1918. 
Vol.  21.  47  I.  C.  C.  380 

50  I.  C.  C.  396 
July  to  December,  1918. 
Vol.  22.  50  I.  C.  C.  309 

to 

61  I.  C.  C.  504 
January  to  June,  1919 
Vol.  23.  51  I.  C.  C.  451 

to 

53  I.  C.  C.  384 
July   to    December,    1919. 
Vol.  24.          53  I.  C.  C.  377 

to 

55  I.  C.  C.  582 
January  to  June,  1920. 
Vol.  26.  65  I.  C.  C.  433 

to 

57  I.  C.  C.  663 
July  to  December,  1920. 
Vol.  26.  65  I.  C.  C.  431 

to 

59  I.  C.  C.  496 
January    to    June,     1921 
Vol.  t7.         69  L  C.  C.  480 
to 

n  i.  c.  a  »i 

July    to    December,    1921. 
Vol.  28.         62  I.  C.  C.     92 

to 

64  I.  C.  C.  687 
January  to  June,  1922. 
Vol.  29.  64  I.  C.  C.  605 

to 
69  I.  C.  C.  145 


(Jurisdiction  over,  pp.  465,  1060);  4CC,  564, 
568,  786.  798,  1034,  1180,  1126,  1192,  1210,  1248, 
1368.  1372. 

Consolidation  of  railroads  into  limited  number 
of  svstems;  hearings  on  Commission's  plan; 
pp.  576,  634,  865,  921,  945,  1148,  1266,  1346, 
1415. 

Contracts  made  by  railroads  for  repairs  to 
equipment,  etc.,  in  outside  shops;  considera- 
tion of  commission  and  labor  board;  pp.  591, 
699.  747  754,  886,  995;  labor  board's  decision; 
1054,  1274,  1366. 

Co-operation  between  interstate  and  state 
commissions;  pp.  988,  1122. 

Construction;  applications,  permissions,  de- 
nials, etc.;  pp.  16,  26,  120,  162,  172,  470.  512, 
516.  601,  674,  676,  726,  732.  786,  790,  796,  798, 
908,  1022,  1062,  1178,  1196,  1200,  1295,  1346, 
1370,  1406,  1130. 

Cotton;  rates  on,  etc.;  pp.  48.  846,  12SO. 

Coyle,   P.  W. ;   makes  correction;   p.   327. 

Crooks,  H.  D. ;  Chicago  merchandise  ware- 
houses; p.  286. 

Cummins  investigation  of  railroad  situation; 
pp.  76,  148,  205,  265,  317,  770,  823,  884,  991. 
1068.  1208,  1364,  1404. 

Cummins,  H.  B. ;  barge  line  service;  p.  328. 

Cunard  line;  developments;  p.  23. 

Curtin,  J.  A.;  tracer  service;  p.  1004. 

Dahl.  A.  Scott;  use  of  old  bills  of  lading;  p. 
891. 

Dairy  products;  rates  on,  etc.;  pp.  610,  892, 
950.  1020,  1064. 

Davis.  I.  C.;  speaks  on  the  aftermath  of  fed- 
eral control;  p.  1107. 


DECISIONS    OF     INTERSTATE    COMMERCE 
COMMISSION. 

(Decisions  under  the  above  caption  are  in- 
dexed by  title  where  there  is  a  complainant. 
Where  there  Is  none  they  are  Indexed  by  the 
commodity  or  subject  affected.) 

Aberdeen,  City  of,  S.  D.,  vs.  C.  &  N.  W. 
et  al. ;  case  12178;  coal  tar  and  coal  tar 
pitch  (66  I.  C.  C..  505-508);  p.  580. 

Acid  from  Hillsboro,  111.,  to  Ohio  River 
points;  I.  and  S.  1259  (66  I.  C.  C.,  383- 
385);  p.  533. 

Acme  Cement  Plaster  Co.  vs.  St.  L.-S.  F. ; 
case  11619;  also  11621.  Same  vs.  Pere  Mar- 
quette  et  al.  and  11621.  Sub.  No.  1.  Same 
vs.  Same;  gypsum  rock  (64  I.  C.  C.,  662- 
664);  p.  13. 

JBtna  Explosives  Co.,  Inc.,  vs.  C.  &  E.  I., 
Director  General  et  al. ;  case  11934;  also 
11951.  Same  vs.  Missouri  Pacific,  Director 
General  et  al. ;  glycerin  (64  I.  C.  C.,  635- 
636):  p.  12. 

Aetna  Explosives  Co.,  Inc.  (George  C.  Holt 
et  al.,  receivers)  vs.  West  Shore  et  al. ; 
case  11385;  blasting  caps  (68  I.  C.  C., 
264-266);  p.  927. 

Agate  Products  Co.  vs.  Director  General; 
case  12340;  agate  bowlders  (66  I.  C.  C., 
674-676);  p.  752. 

Alabama-Georgia  Syrup  Co.  vs.  A.  C.  L. 
et  al. ;  case  11271;  also  12508,  Same  vs 
Same;  cane  syrup  (68  I.  C.  C.,  618-622); 
p.  1212. 

Alaska  Junk  Co.  vs.  C.  M.  &  St.  P.  et  al.; 
case  11591;  also  Sub.  No.  1,  Bellingham 
Junk  Co.  vs.  Same^  and  Sub.  No.  2, 
Northwestern  Junk  Co.  vs.  G.  N.;  scrap 
iron  (68  I.  C.  C.,  615-617):  p.  1213. 

Albers  Milling  Co.  vs.  Director  General;  case 
11955:  grain  (66  I.  C.  C.,  593-594);  p.  751. 

Alter,  William,  et  al.  vs.  C.  G.  W.  et  aJ.; 
case  11296;  interior  Iowa  cases;  class  rates 
(66  I.  C.  C.,  619-623);  p.  691 

Amalgamated  Sugar  Co.  vs.  Director  General 
et  al.:  case  12619;  lime  rock  (68  I.  C  C., 
328-330);  p.  928. 

Ambrose,  George  F.,  vs.  Director  General; 
case  12097;  fir  piling  (66  I.  C.  C.,  152-155); 
p.  374. 

American  Agricultural  Chemical  Co.  vs.  Di- 
rector General:  case  12116;  sulphuric  acid 
(66  I.  C.  C.,  277-278);  p.  470. 

American  Agricultural  Chemical  Co.  vs.  Df- 
rector  General;  case  12139;  cottonseed  cake 
(66  I.  C.  C.,  650-652);  p.  751. 

American  Creosotlng  Co.  vs.  Director  Gen- 
eral. C.  R.  R.  of  N.  J.,  et  al.;  case  10582; 
supplemental  order  (66  I.  C.  C.,  54-55);  p. 
187. 

American  Fruit  and  Vegetable  Shippers' 
Assn.  et  al  vs.  B.  &  A.  et  al.;  case 
12210;  heater  transit  charges  on  potatoes 
(68  I.  C.  C.,  446-454);  p.  987. 

American  Manganese  Steel  Co.  vs.  B.  &  O. 
et  al.;  case  12264;  iron  foundry  flasks  (68 
I.  C.  C.,  149-150);  p.  870. 

American  Mineral  Production  Co.  vs.  G.  N. 
et  al. ;  case  11886;  crude  magnesite  (69 
I.  C.  C.,  53-58);  p.  1343. 

American  Plate  Glass  Co.  vs.  Director 
General,  Pennsylvania  et  al. ;  case  11686; 
sand  (68  I.  C.  C.,  141-142);  p.  871. 

American  Wholesale  Lumber  Assn.  vs.  Aber- 
deen &  Rockflsh  et  al.;  case  11818;  lum- 
ber penalty  charge  (66  I.  C.  C.,  393-408); 
P.  371. 

American  Wood  Pipe  Co.  vs.  Director  Gen- 
eral, O.-W.  R.  R.  &  N.  Co.,  et  al.;  case 
12075;  wooden  pipe  (66  I.  C.  C..  155-156); 
p.  374. 

Anderson.  Clayton  &  Co.  et  al.  vs.  Ft. 
Smith  &  Western,  Director  General,  et  al;. 
case  11938;  absorption  of  compress  charge 
(68  I.  C.  C.,  299-302);  p.  925. 


INDEX  TO  THE  TRAFFIC  WORLD— JANUARY-JUNE,  1922 


I 


Anderson  A  Gustafson.   Inc.,  .-i    il.   vs.   M.   K. 

A    T.    et    al. :    case    12042:    crude    petroleum 

168    I.    C.    C..    496-498):    p.    1037. 
Arizona    Corporation    Commission    et    al.    vs. 

Arizona     Eastern     Railroad     et     al. ;     case 

11505;   cement    (64   I.  7641;   p.  69. 

Arkansas  Jobbers'  and  Manufacturers'  Assn. 

vs.   C.   K.   1.   *    P.  et  al.;  case   10592;   grain 

and  products  (66  I.   C.   C.,    175-479);   p.   581. 
Armour  *   Co.    vs.   C.    A    X.    W.    et   al.:    case 

12128:  canned  condensed  milk    (64  I.  C.  C.. 

641-642):   p.   12. 
Armour  *   Co.   vs.    D.    I..   &    \\'..    case   12332; 

fresh  meat  (66  I.  c    C-    Ii:.-I4g);  p.  533. 
Armour  A  Co.  vs.  Wnluish  et  al.:  case  11046: 

fresh  meats   (68  I.  C    C..    43-44):   p.  751. 
Armour  It  Co.  vs.  Lehigh   V..II.-:  :  case  12160: 

beef  livers  (66  1    i'    c.   I«i-Tt»):_p.  753. 
Arnold.    C.    F..    *    Co.    vs.    T.    *    P.    et    al.: 

case  I225T:  hay  (69  !  -32):  p.  1342. 

Asphalt    and    other    petroleum    products    to 

Iowa    points    from    Mo.,    Kan.,    Okla.,    and 

Ark.:     I.     and    S      1(74     (M    I.    ('.    C..    471- 

Atlantlc   Refining  Co.   vs.    LJI.    Ry.   and   Nav. 
•t   at.;  case   115M;   paraffin   wax    164    I. 
O...  702-703):  p.  M. 
Aull   *    \\  vs.    Director   <;.-nernl.    I. 

*  X.   -t     ,    .   .-ase  122*3:   printing-  paper   (66 

Ault  *  Wlhorg  Co.  vs.  Southern  et  al. :  case 
12119;    sulphate    of    barium    (61     I 
755-757):    p.    124. 

Ball    Bros.    Glass    Manufacturing  Co.    vs.    A. 

*  W     et    al.:    case    10949:    fruit    Jars.    etc. 
(M  I.  C.  C..  523-520);    p.   637. 

Bangor  *  Aroostook  R.  R.  Co.  et  al.  vs. 
Aberdeen  *  Rocknsh  R.  R.  Co.  et  al.: 
case  11754;  New  England  divisions  (66  I 
C.  C.,  196-215);  p.  372. 

Barrett      Company      vs.      Director     General. 

lyhranla     R.     R.    et    al.;     case    12266: 

nitrate  of  soda  (M  1.  C.  C..  SS1-3S3);  p.  513. 

Beaumont  Chamber  of  Commerce  vs.  A.  * 
W.  et  al. ;  cms*  12059;  Iron  and  M.-.-l  article! 
(66  1  692. 

Beaver  .Sand  <  V    .-I  »l     •.  n.-ral. 

Kallroad   et  al .:    .••».-    urn. 

throuch  rateii   «;•;  I    C    C..  185-2M)):  p.  469. 

Bedford    Cut    Stone    Co.    et    al.    vs.    Director 

General.    C.    I.    A    I.,    et    si.:    case    11421; 

also    11115.    Ingalls    Stone   Co.    vs.    Director 

General.  C.   I.  *    I.,   et  al.:  stone   (64  I.  C 

26-13);   p.   251. 

Berber  Trunk  and  Bag  Co.  vs.  W.  Jersey  A 
Seashore;  case  11800;  class  and  commodity 
(64  I  C.  C..  490-494);  p.  579. 

BUI  of  lading,  domestic,   and  live  stock  con- 
tract:   In    re   bills  of  lading:   case   4144    (66 
63-46);   p.    47. 

Birmingham  Parkins;  Co.  vs.  Director 
General;  case  109*0;  also  1101*.  Fles  * 
Sons  et  at.  vs.  Director  General:  live 
stock  1 69  I.  C.  <•  i.  1343. 

Blordel- Donovan  Lumber  Mill*  et  •!.:  case 
120)4:  cedar  shingles  (41  I.  c  C.,  »5-97):  p. 

Boise  Gas  Light  and  Coke  Co.  vs.  Director 
General.  D.  *  K.  O.  et  al.:  rase  12144;  coal 
(44  I.  C.  C..  607-41U):  p.  752 

Boldt.  Charles.  Glass  Co.  vs.  Director  Gen- 
eral: case  12049:  glass  bottl-s  (44  I.  C.  C.. 
411-420):  p.  12 

Birmingham   Traffic   bureau  vs.   81.    I. -8.    P. 
et  al.;  case  10011:  class  and  commodlt)    •  •> 
:      Ml 

Boston  Chamber  of  Commerce  et  al.  vs. 
Director  General.  Grand  Trunk  of  Canada. 
et  al.:  case  unsigned  grain  (44 

I  12-144);    p.    171. 

Botany  Worsted   Mills  et  al.   vs.    B.   * 
al.:  rase  12054:  wool   (46  I.  c.  C..  554-559): 
P.   " 

Breakfast     Food,     elimination    of     from 
tain     list     of     grain    products — 1.     and     8 
1»»4    '«'•  115-111):    p.    1248. 

Brenner.    Ferd..    Lumber  Co..   Inc.    vs     A.    T. 

*  S.    F.    et   at.:    case    121«7;    lumber    (44    I. 
•'.  M«4M):  p.   *92. 

Dndg-    over    Hudson    River  at    Poughkeepile 
•  onutructlve   mileage   for:    I.    and  S. 

147. 

Brimstone  Railroad  *  Canal  Co.:  divisions 
received  by:  case  12M»  (48  1.  C.  C..  175- 
388):  p.  923. 

British  ("nlted  Shoe  Machinery  Co..  Ltd..  vs. 
MssMylvnnla:  case  11177:  tsck  plate  (44  I. 

<•.  44l-462>:  p.  752 

Rills  of  I^tdlnx.  export:  In  the  matter  of 
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form to  Shipping;  Board  suggestions:  (6* 

Brick,  clay  and  clay'  product,  from  Dan- 
ville. III.  to  Kast  St.  Louts.  III.  I  and 
S  1111  .«»  I  C  C.  4SS-4S7>:  p.  987. 

Brundred    Bros.     vs.     I'ralrle    Pipe    Un> 
et  al. :  case  11312:  crude  oil  (48  I.  C.  C..  458- 
p.     1448. 
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ucts  (44  I.  C.  C..  411-414):  p.  4*2. 

Burlap  and  gunny  nags  from  St.  Louis 
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C.   *    K     I     (W.  J.   Jackson,   receiver)  vs.  St. 
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(44   I  .'.1-370):   p.  531. 

•  .ntral  III.  Light  Co.  vs.  C.  *  A.  et  at.;  case 

11180:  also  11291,  Sharon  CoiPCo.  et  al.  vs. 

Same:  coal  (46  I.  C.  C..  614-626):   P 
c.-ntral    Wisconsin    Supply    Co.    vs.    C.    M.    & 

St.    P.    et    al.;    case    12275;    fuel    wood    (68 

I     c     C.,    409-411):    p.   927. 
•  iln-teed     Products    Corporation     vs.     c. 

R.    I.    *    P.    et   al.:    case   12645:    charge   for 

use    of    track     (68    I.    C.    C..    240-241);    p. 
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•  I.    l-.-hn.-li    Valley   et   al.:    case   12522: 
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\rolet    Motor   Co.    of    Mich.   vs.   '}.    T.    W. 

et  al.:  case  12181:  tire  carriers  (68  I 

281-282);  p.  871. 
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281):    p.    *72. 
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Choate  OH  Corp.  e4-*l^s««rA.  B.  A  R.  et  al.: 
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full. -r's  '-nrth    (66  I.  C.  C..  562-545);   p.   752. 
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Clay    Products    Co.    vs.    Director    General 


Central  Indiana  et  al.;  11816.  Southern  Fire 
Brick  and  Clay  Co.  vs.  Director  General 
C.  &  E.  I.  et  al.;  bituminous  coal  (66  I.  C. 
C..  33S-346);  p.  468. 
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Ark..  La.  and  Tex.;  I.  and  S.  1446  (68  I.  C. 
C..  1-4);  p.  750 

Coal  from  Ky.,  Tenn.  and  W.  Va.  mines  to 
Sou  Ry.  points  in  Ind.  and  111.;  I.  and  S 
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Coal  from  Wyoming  mines  to  destinations  in 
t'tah  south  of  Osden;  I,  and  S.  1445  (68 
I.  C.  C.,  251-259);  p.  748 

Coal,  reduction  on,  from  D.  T.  &  I.  (Iron- 
ton  District);  I.  and  S.  1513  (69  I.  C.  C., 
112-114):  p.  1341. 

Coal,  routing  of.  from  Western  Maryland 
Ry.  mines  to  eastern  desinations;  I.  and 
S.  1365  (66  I.  C.  C..  103-108);  p.  124. 
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L  and  S.  1425  (66  I.  C.  C..  457-468);  p.  371. 

Cocke.  F.  A.,  Live  Stock  Co.  et  al.  vs.  B. 
S.  L.  &  W.  et  al.;  case  11960;  horses  and 
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Columbia  Steel  Co.  vs.  E.  J.  &  E.  et  al. : 
case  11605;  also  11605  (Sub.  No.  1),  Jud- 
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et  al.;  fire  brick  (66  I.  C.  C.,  169-171); 
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tuminous coal  (64  I.  C.  C.,  633-634);  p.  12. 

Cotton,     railroad    space    rental    charges    on. 

impressed    and    uncompressed    cotton     at 
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1     C    C.,   1-3);  p.  123. 
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case  12030;  coal  rate  divisions  (68  I.  C.  C., 
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I.  C.  C.,  274-276);  p,  927. 

Great  Western  Smelting  and  Refining  Co.  vs. 
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Horses  and  mules  from  Kansas  City,  Mo., 
and  Wichita,  Kan.,  to  New  Orleans,  Mem- 
phis and  other  points;  I.  and  S.  1483  (69 
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295-298);  p.  928. 
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Board  of  Commerce  et  al.  vs.  Director 
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rector General  et  al.:  case  12475;  apples 
<«  I.  C  C.  277-37H);  p.  S47 

Nagas*.  D..  A   «'..    M.I.   vs.    X.   Y.   C.  et  al.: 

d  •*•  <M  '-  c-  c- 


. 

Nashville  Traffic  Bureau  et  al.  vs.  L.  *  X 
ell  al.;  case  112»7;  also  11S2J.  City  of 

Sf*rk,Vi''wT""1  •  "  •••  v*  u  *  N  •« 

at;   11142.   Walter  Cnln.    Special   Auditor  of 

Vli  "J?.1?.0'  T'-'"""***  vs.  L.  A  N.  et  al.; 
and     11542     (Sub.     N.  n  mission    of 

Tennessee  vs.    Director  General,  as  agent 
coal   (88  I.   C.  C..  52J-S34):  p.  437. 
Nashville.    Traffic    Bureau    of.    vs.    I»    *    X 
case   12122:  salted  peanuts  a»d  coi- 

JS-fiJi'T  "JiTi"  •nd  "•«•  "*  '•  c-  c 

Xatcbes   Chamber    of   Commerce    va.    La.    A 

\rk    et  al.:  can  M4i;  also  MM.  Bun*  vs. 

*   a   et  .L.   and  tttt.  Same  va.  A. 

•&•>:•*  ST"0*'*  ""•  "*  '    C 

National    Asm.    of   Waste    Material    Dealers. 

vs.     Ann     Arbor    et    al.  ;     case    1282O- 

•crap    rubber    <«*    I.    C     c..    741-752);     p! 

National  Paving  Brick  Manufacturers'  Assn. 
et  al  vs.  A.  A  V.  et  al.;  case  1073J: 
•!•»  '•  ••Hj,  **-  H84.  brick  from  St.  Louis 
and  \andalla.  Mo.,  to  Eastern  Trunk  Line 
territory,  and  I.  and  8.  1470.  brick  and 

mnf-    *""••    lo    N>w    Vork    «n<1 
group   points:   brick    (4*  L   C. 
3);   ft.    IM. 

*******  <*:*••  U  *  N.  et  al.;  pmse 
70«V:   ™rf°    !*«">•«>">>    <«4    1.    C.    C..    T«4- 
N.tlonaljjupply   Co.   »s.    C.    >!.    *    Q.    et    al.; 
ease   I2J42:   coke   (S«  64M-404);   p! 


National    Supply    Co.    vs.    C      B     *    Q..    Dl- 


Nevii.l 
case   l.-in 

lor  General 

Cr*     sr.  •• 
*»-«*  i .    ^t 

York    and    New    Jersey    Lubricant    Co 

•     ^'     nl.;     rujjw     12&14*     r**'tro|*'iini 

lubricating  oil  and  grease  It*  I.  C.  C..  477- 

p.    **7. 

hern  W  Va.  Coal  Operators'  A**"n  v* 
P.  *  I»  K  et  «l .:  case  12«7;  roal  rar 
'li't-  K7-1W):  p  929 

•hwest     8te.-|     Co      et     al. 

•    et    al. :  case   11417:   also 
II>11,    General    Weclr 
al.:   steam   turbine*    m-c    I     «•    C..   ItS-ltl): 

Nye  .ler     Fowler     Co.      vs       Director 

'•-    A    N.    W.    et    al.:    rnM.    lur:. 

coal   (44  I     <•    '•      lli-l4«i:    t. 
Korrls.   r.    A.,  vs.  T.  A  P.  el   H.:  case  Il*0t: 

pipe   »nd   oil   well    machinery    (44    I 

Wv**vv**)l    p.    12. 
Northern    Potato   Traffic    Assn.    vs.    A.   T.    A 

•;-2« .':    p     121 1 

•I   Co.    et    al.    vs.    r.    B.    A    Q.. 


Oklahoma  Commission  vs.  A.  &  S. ;  case 
122J4;  grain,  etc.  (69  I.  C.  C.,  207-219);  p 

Old  Ben  Coal  Corporation  vs.  C.  B.  &  Q. ; 
case  12346:  rock  or  shale  dust  (68  I.  C 
C..  584-586):  p.  1213. 

Ollphant-Johnson  Coal  Co.  et  al.  vs.  P.  C. 
C.  &  St.  L.  et  al.;  coal  (69  I.  C.  C..  1-3); 
p.  1214. 

Omaha  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F. 
et  al.;  case  11966;  also  12131,  Cleveland 
Provision  Co.  vs.  A.  T.  &  S.  F.  et  al.; 
charges  for  unloading  and  loading  live 
stock  (66  L  C.  C..  44-53);  p.  251. 

Opp  Coal  Co.  vs.  Director  General:  case 
11713:  also  11627.  Barnett  Lumber  Co.  vs. 
C.  &  E.  I.  et  al.;  coal  (68  I.  C.  C..  349- 
351):  p.  928. 

Ore  Carrying  Corporation  vs.  Central  Rail- 
road of  New  Jersey:  case  12546;  divisions 
(M  1.  C.  C..  3M-312):  n.  468. 

Oxford  Paper  Co.  et  al.  vs.  Director  Gen- 
eral: case  11681;  coal  (66  I.  C.  C..  159- 
164);  p.  307. 

Oyler.  Charles  C..  &  Son  vs.  L.  &  N.  and 
Director  General;  case  12078;  also  12088, 
Same  vs.  Western  Maryland,  Director  Gen- 
eral, et  al.  (66  I.  C,  C.  175-178);  p.  374. 

Pacific  Creamery  Co.  vs.  A.  T.  &  S.  F., 
Director  General,  et  al.:  case  12433;  can- 
ned condensed  milk  (68  I.  C.  C.,  340-342): 
p.  928. 

Parkvrstiurg  Rig  and  Reel  Co.  vs.  T.  A  P.  et 
al.;  case  12103:  yellow  pine  (66  I.  C.  C..  327- 
-'(?»>:  p.  ' 

Pendergrass  Cotton  Co.  et  al.  vs.  Mo.  Pac. 
et  al.;  case  12393:  cotton  (65»I.  C.  C..  637- 
642):  p.  1214. 

Penlck  A  Ford.  Ltd.,  Inc..  vs.  Director 
General:  case  11379:  blackstrap  molasses 
(tt  I.  C.  C..  63-67);  p.  1343. 

Petroleum  and  products  from  Shreveport  to 
Baton  Rouge.  Natches  and  Vlcksburg;  1. 
and  S.  1473  (68  I.  C.  C..  544-571):  p.  1036. 

Petroleum,  refined,  from  Oklahoma  to  Sou- 
thern Illinois:  I.  and  S.  1491  (69  I.  C.  C.. 
34-37):  p.  1287. 

Itillllps  Excelsior  Co.  vs.  Southern:  case 
1M70:  excelsior  bolts  («7  I.  C.  C..  165-1BB>: 
p.  S70. 

Phoenix  Refining  Co.  et  al.  vs.  A.  T.  ft  S    ! 

.*3"-3o"!°P.  •47J°nd-h-nd    P«P»  '«• 

Pioneer  Cooperage  Co.  et  al.  vs.  B.  A  O. 
et  al.:  case  1220$:  barrels  and  kegs  (68 
I.  C.  C..  645-447):  p.  1213. 

Pioneer  Pole  and  Shaft  Co.  vs.  Director  Gen- 
eral. Illinois  Central,  et  al. ;  case  12111; 
hlckorv  fllche*  and  planks  (64  I.  C.  C.. 
i44-747);  p.  121. 

Pipe,  cast  Iron,  and  connections  from  Bir- 
mingham district  to  Montana  points:  I.  and 
8  1413  (64  I.  C.  C..  438-640);  p.  13. 

Portland  Traffic  and  Transportation  Assn.  «-t 
al.  vs.  8.  P.  A  8.  et  al.:  case  12693: 
oilcloth  (41  I.  C.  C..  5*9-590):  p.  1213. 

Poultry,  live,  deposit  of  (10  for  e«ich  oar  or- 
dered: I.  and  R.  1451  (44  I.  C.  C..  653-656): 
p.  74*. 

Presrott  A  Northwestern  R.  R.  Co.  vs.  Mo. 
I'nr.  rt  al.:  case  10959:  application  of  order 
In  tap  line  (M  I.  c  ;'>l):  p.  1093. 

Procter  A  Gamble  Co.  vs.  Director  General; 
case  1205S:  empty  tank  cars  (44  I.  C.  C.. 
437):  p.  12. 

Proctor  A  Gamble  Co.  vs.  Apalachlcola  Nor- 
thern et  al.:  case  1S363:  fish  nil  (8»  I.  C.  C.. 
121-124):  p.  871. 

IVocter  A  Gamble  Co.  vs.  C.  N.  O.  A 
T  p  i-t  xl.:  case  10599:  also  losoo.  Same 
vs.  Same;  cocoanut  oil  (48  I.  C.  C.  373- 
3741:  p.  926. 

Provlil.  nr..  Krult  and  I'rodure  Exchange  et 
al.  vs.  I>ii-  rnl.  Senhonr.l  A<r  I. In. 

et  nl  .  rase  12336:  cabbage  (66  I.  C.  C.    300. 
302):    n.    467. 

Pure  Oil  Co.  r».  C.  *  O.  et  al.;  case  12053: 
petroleum  refined  oil  (44  I.  C.  C,  488-690): 

Rarltan  Copper  Woihs  urn  1H  O.  A  W  et  al.: 
case  1I75S:  copper  (MM  (64  I.  C.  C..  691- 
4t!>:  p  n. 

Rates  between  Meridian.  Miss.,  and  points  In 
Alabama,  and  from  Spocari.  Ala.,  to  Meri- 
dian: I.  and  S.  1372;  fertiliser  and  fer- 
tilizer material,  hones,  mules  and  cattle, 
lumber  and  articles  taking  lumber  rates, 
drlrk.  rement  and  other  commodities  (66 
r.  179-195);  p.  251. 

Reduced  rates.  1922;  In  rates,  fares  and 
charges  of  carriers  by  railroad  subject 
to  the  Interstate  commerce  act:  case 
13293  (68  I.  C.  C..  476-747):  p.  11.17. 

Reeves  Coal  and  Dock  Co.  vs.  Director  Gen- 
eral: case  12231;  coal  (66  I.  C.  C.,  489-471); 
p.  579. 

Reflnlte  Company  vs.  C.  B  A  Q  •  cose 
1260S:  filtering  clay  (68  I.  C.  C..  545-547); 
p.  1W2. 

Reparation:  In  the  matter  of  Awarding  on  a 
lower  basis  prior  to  June  2r>.  mis.  thnn 
on  and  after  that  date;  Ex  Parte  No.  80; 
correction  r«8  I.  C.  C..  5-8);  p.  1146. 

rntion.  In  re-Twardlng  on  a  lower  basis 
prior  to  .Tunt  25.  1!>18.  thnn  on  and  after 
thst  .Into:  Ex  Parte  No.  80  (68  I.  C.  C. 
5-»i:  n  • 

Rlprnp  between  nolnts  In  Texns  and  Louisi- 
ana: I.  and  S.  I|fi7  (S*  I.  C.  C..  475- 
476):  n.  987. 

Itlvernlde     Coal     Co.     vs.     Director     Oene-ral. 
Ohio   A    Kentiifky   et    n|. :    r...e    12B01;    coal 
<•     C..    205-210);    p.    928. 


Rock  Products  Traffic  Leag\ie-(Flint  Pebble 
Division)  vs.  B.  &  O.  et  al. ;  case  12470; 
flint  pebbles  and  brick  (68  I.  C.  C.,  146- 
148):  p.  924. 

Komann  &  Busg  Pig  Iron  and  Coke  Co.  vs. 
Director  General.  Missouri  Pacific  et  al. ; 
case  12039:  smithing  coal  (66  I.  C.  C.,  147- 
148):  p.  371. 

Roth  Tobacco  Company  vs.  St.  L.-S.  F..  Di- 
ii'ctor  i.Ji-iKTiil  at  al. ;  case  11787;  leaf  to- 
bacco (66  I.  C.  C..  314-319):  p.  532. 

Roundup  Coal  Mining  Co.  vs.  Director  Gen- 
eral. Hlg  Fork  &  International  Falls  et  al.; 
case  11081:  coal  (66  I.  C.  C.,  249-254);  p. 

I, A 

Roxana   Petroleum   Co.   of   Oklahoma  vs.    A. 

T.   &   S.   F.   et  al.;   case   10498;   also   10772; 

National  Refining  Co.  vs.  A.  T.  &  S.  F.  Ry. 

Co.    et    al. :    11099.    Producers    &    Refiners 

Corporation   vs.    A.    T.   &   S.    F.   Ry.   Co.   et 

al.;  and  11580.  Kanotex  Refining  Co.  et  al. 

vs.   C.   R.   I.    &   P.   Ry.   Co.   et  al.:    refined 

petroleum  (68  I.  C.  C.,  77-84);  p.  925 
Royaler,     F.     S.,     Guano     Co.     vs.     Dirtector 

General;    case    12375:    phosphate    rock    (68 

I.    C.    C..    552-554);    p.    1211. 
Rub-no-more    Co.    vs.    G.     N.    et    al. ;    case 

11855;  vegetable  tallow  (69  I.  C.  C.,  23-25); 

p.    1268. 
Salem    Glass    Works    et    al.    vs.    Mich    Cent. 

et   al.:   case   12778;   soda  ash    (68   I.   C.   C.. 

643-644);    p.    1213. 
Salt    from    Louisiana   mines   to   Chicago.    St. 

Louis   and   intermediate   main-line    points; 

I.   and  S.   1398   (66  I.  C.   C..   81-93);   p.  189. 
Sand  and   gravel  from  Wolcottville.   Ind..   to 

Chicago:  I.  and  S.  1437:  also  I.  and  S.  1464. 

restrictions    of   sand    and    gravel    rates    at 

Chicago,   when  originating  on   the  Wabash 

lly.   (68  I.  C.  C.,  92-95);  p.   812. 
Schaefer.    Louisa,   et   al.    vs.   Lehlgh   Valley; 

case    12033;    hay    demurrage    (66    I.    C.    C., 

549-552);   p.   692. 
Schule's  Pure  Grape  Juice  Co.,  Inc..  et  al.  vs. 

N.  Y.   N.  H.  &  H.  et  al.:  also  12984,  'Same 

vs.    Same:    grape   juice    (68    I.   C.    C.,    485- 

486):    p.    1035. 
Sheep,    routing    on,    from    K.    C.    M.    &    O. 

Texas  points  to  Kansas  City.  Chicago,  and 

other  points;   I.    and   S.    1487    (69   I.   C.   C, 

4-6):    p.    1267. 
Shil.ukawa   &    Co.,    Inc..    vs.    Philadelphia    & 

Readln?  et   nl.:  case  11543:   pig   Iron   (66  I. 

C.  C..  261-262);  p.  469. 
Skift   A   Co.   vs.   Director  General.    Alabama 

A   Vlcksburg  et  al.:   case   11033;    soap    (68 

I.  C.   C..   537-538);   p.   1091. 
Slater.    I".    M..    Inc..    et   al.   vs.   S.    P.   et   al. ; 

case    1*040;    sheep    (64    I.    C.    C..    647-660): 

P.   11. 
Smith.   A.  B.,  et  cl.  vs.  111.  Cent,  et  al.;  case 

12190:    also    11327    and    Sub.    No.    1,    same 

vs.    C.    M.    A    G.    et    al.;    hardwood    logs 

(48    I.    C.    C.,    427-434);    p.    926. 
Southern    Harjwood   Traffic  Assn.   et  al.   vs. 

111.  Cent,  et  al.;  case  12995:  hardwood  lum- 
ber and  forest  products  (66  I.  C.  C.,  68-80); 

p.  187. 
Southern   Hardwood   Traffic  Assn.   et  al.   vs. 

A.  A  S.  et  al. ;  case  11009;  lumber  and  for- 
est products  (66  I.  C.  C.  67);  p.  252. 
Southport   Mill.   Ltd..  vs.  C.  A  N.  W.  et  al.; 

vegetable  oils:  case  10405:  also  10405  (Sub. 

No.   I).   Terminal  Oil   Mfll  Co.  vs.  C.  &  N. 

W     et    al.;    10405    (Sub.    No.    2).    Same    vs. 

Mo.    Pac.:    10407,   Southport   Mill,    Ltd.,   vs. 

Yazoo  A  M.  V.;   10408.  Same  vs.   III.   Cent. 

et«l.:  10409.  Same  vs.  N.  O.  T.  &  M.  et  al.; 

10410,  Terminal  Oil  Mill  Co.  vs.   N.  O.  T.  & 

M.   et   a  I.:    10464.     Southern   Mill,   Ltd..   vs. 

c.  A  A.  et  al.:  10519,  Same  vs.  C.  P.  A  St. 

U    et    al.:    10557.    Same    vs.    Erie    et    al.: 

Same    vs.    111.    Cent,    et    al.:    10564.    Same 

vs.     N.    O.    T.    &    M.    et    al.,    and     11974, 

Same  vs.   B.  &  O.   et  al.    (88  I.  C.  C.,  352- 

369):    p.    923. 

Southwentern  Portland  Cement  Co.  vs.  Arl- 
xona  Eastern  et  al. ;  case  11963;  cement 
(69  I.  C.  C.,  31-33);  p.  1214. 

inrd  Asphalt  and  Hefinlng  Company  vs. 
Director  General.  Missouri  Pacific:  case 
12161:  lubricating  oil  (66  I.  C  C..  295-296); 
p.  470. 

Standard  Asphalt  and  Refining  Co.  vs.  Direc- 
tor General,  Midland  Valley  et  al.;  case 
12181;  gasoline  (66  I.  C.  C.,  611-612);  p.  752. 

Standard  . \.xpli.ilt  mui  K.'llning  Company  vs 
IXrertiir  (ii-neral.  Mi«Miuri  Pacific  et  al.: 
case  12251;  kerosene  (66  I.  C.  C..  313-314); 
p.  470. 

Standard  Chemical  Mfg.  Co.  vs.  C.  A  N. 
W. :  case  12572:  ground  wormseed  (68  I. 
C.  C..  467-470);  p.  1038. 

Standard  Oil  Co.  (Calif.)  vs.  A.  T.  &  S.  F. 
et  al.:  case  12333;  gasoline  (66  I.  C.  C.. 
472-474);  p.  580. 

Standard  Oil  Co.  (Cal.)  vs.  Director  General. 
r  &  L.  K.  et  al.:  rase  12192:  wrought 
iron  pipe  (68  I.  C.  C,  143-146);  p.  926. 

Standard  Oil  Co.  (Kenucky)  vs.  Director  Gen- 
eral. Alabama  &  Vlcksburg.  et  al.;  case 
11266;  petroleum  products  (66  I  C  C  37- 
42);  p.  . 

:-n-rl    Oil    Co.     (Kentucky)     vs     Director 
n.-ral.    1.    C.,    et    al.:    rase    11986;    refined 
olid   (fifi  r.  c.   c.     27<-rT6):  p.  469. 

Standard  Rail  &  Steel  Co.  vs.  L.  &  N.  et  al. ; 
case  12528;  fourth  'sect.  aps.  1606,  1962. 
2060;  old  rails  (68  I.  C.  C..  9-10):  p.  750. 

Standard  Rail  &  Steel  Co.  vs.  C.  R.  I.  A  P.. 
Dlrerti.r  1 1.  m-r.-il:  .-mi  12R26;  scrap  Iron 
(68  I.  C.  C..  317-318);  p.  926. 
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Standard  time  lone  Investigation;  case  10122: 

Tolvdo  goes  on  eastern   time   (66  I.  C.   C.. 

566-569);    p.    637. 
Sti-»:irt   Fiirn.'ii  <•  Co.   vs.    I'M.   R.  R.,  Western 

lines,    et    nl.:    case     11050;    ullim-am  •<•    fur 

spotting;    also    11167.    Same    vs.    P.    &    L. 

i:     n',8    I.    C.    C..    528-533):    p.    1091. 
Stewart   Sand   Co.   vs.   A.   T.   &   S.    F.   et   al: 

oise    12117:    mind    (68    I.    C.    C.,    111-114): 

p.    927. 
Stoppage  of  goods  In  transit:   I.  and  S.   1422 

CfiS  I.   C.  C..  423-425):   p.   467. 
Sullivan    Lumber   Co.    vs.    Director   General; 

case   12213;   lumber   (66   I.   C.   C..   119-120); 

p.  307. 
Sun  Co.  vs.  D.  R.  &  U.  et  al.;  case  11265;  pe- 

troleum-switching  (68   I.    C.   C.,    11-16);   p. 

750. 
Swift   &   Co.   vs.   A.   T.   &  S.    F.   et  al.:   case 

10X82;    also   case    1037"),    Armour   &    Co.    vs. 

Same:   wool   (66   1.   C.   a,    lnn-411);   p.    532. 
Swift   &   Co.   vs.   A.   T.   &   S.   F.   et  al;  case 

12*48;   fresh  meat  and  dressed  poultry   (68 

I.   C.    C..    157-158):    J.    869. 
Swift  &  Co.  vs.  C.  B.  &  Q.  Director  General. 

et  al.  ;  case  11792;  green  salted  sheep  pelts 

(66  I.  C.  C..  33-36);  p.  252. 
Swift  &  Co.  x-s.  Director  General;  case  12311: 

fertilizer   (66  I.  C.  C..  615-616);  p.  693. 
Swift     &     Co.     vs.     Director    General:     cnse 

12316;    also    12336.    Armour   &    Co.    vs.    Di- 

rector General,   and   12335,   Swift  &  Co.  vs. 

Georgia  Northern  et  al.  ;  minimum  charges 

on   fresh  meat,   etc.   (68  I.   C.   C..   JS7-291); 

p.    927. 
Switching,  interchange,  charges  at  Mo.  Pac. 

stations   In    Kansas   and    Missouri:    I.    and 

S.    H93    (68    I.    C.    C.,    548-549);    p.    1092. 
Tallulah   Cotton   Oil  Co.    vs.   A.    &  V.   et  al.  ; 

case   11770;   cork   wastp,    ground   cork,  and 

nails    (66   I.   C.  C.,  755-756);  p.   751. 
Tanners'   Council  of  the  U.   S.   A.   et  al.   vs. 

Director    General;     case     11510:     Imported 

pickled    sheepskins    (66    I.    C.    C.,    415-420)  ; 

p.-  579. 
Tennessee  Copper  Co.   vs.    Director  General. 

Alabama    &    Vicksburg    et    al.:    case    11740; 

sulphuric   acid   sediment    (66   I.    C.   C..    238- 

240):  p.  469. 
Texas;    in    the    matter    of    intrastate    rates 

within  the  state  of:  case  11764;   sugar  (68 

I.    C.    C..    25-28);    p.    635. 
Tuffli  Bros.  Pig  Iron  and  Coke  Co.  vs.  Direc- 

tor General;  case  11804:   smithing  coal   (66 

I.   C.   C..   129-130);   p.   371. 
Tutwller    &    Brooks    vs.     Southern    Railway 

«0i-l»)a/-:p.CB9?5  mM:  P's  ir°n  (68  '•  C"  C" 
Union   Refining  and   Pipe  Line  Co.    Inc     vs. 

Director  General:  case  12208;  crude  oil   (69 

I.    C.    C.,    79-80):    p.    1343. 
Union   Traction  Co.   of  Indiana  vs.   Director 

General.    C.    &    E.    I.,    et    al.;    case    11533: 

bituminous    coal     (66    I.    C.    C.,     157-158); 

p.  374. 
United   Verde   Extension    Mining   Co.    vs    U. 

S77*8oi:VsVl  CMe  10?14:  C°al  (66  L  C'  C- 
United   Verde   Extension   Mining  Co.   vs    Dl- 

(ITT  r?TP&S7?>  ?'p65  mswitch'nff  °f  ore 

U.  S.  Industrial  Alcohol  Co.  et  al.  vs  111 
Cent,  et  al.:  case  10313;  also  10323.  Same 
vs  Same;  alcohol  (68  I.  C.  C..  389-394);  p. 

Utah    Automobile    Association    vs.    A     T 

F.,  Director  General,  et  al.;  case  10856; 
gasoline    (66   I.   C.   C.,   8-18);   p.    124.- 
\  Ictory    Window    Glass    Co.    vs.    A     T     &    S 

C    *51  "fiV  •Ca>>e   I2834:   sllica  sand    <69   '•   c- 
Waggoner  &  Gates  Milliner  Co.  vs.  Mo    Pac 

c.  "c1::  SV:Mi':  lUr  aml  hran  '(69  r: 

Wiai£!Sr  *  Stelner  vs.  Mo.   Pac.   et  al.;  case 
>83;   crude   petroleum    (68   I.    C.    C     138- 
140);    p.    924. 

Wasatch    Coal     Co.     vs.     Director    General: 

case    12325:    also    12328.    Jeremy    Fuel    and 

««"    £°  .uet    al-    vs-    Director    General: 

12364.    Southern    Arizona    Traffic    Assn     .-I 

al.   vs.    Director  General   et   al.:    Same   vs. 

ame;    intrnstate    rates    (68    I.    C.    C.,    118- 

l*u);    p.    871. 

Wausau  Southern  Lumber  Co.  vs    G    &  S    I 


r    Brothers    Lumber   Co.    vs.    Director 
'..•n.-ral:    rase    12232:    also   12232    (Sub.    No. 
.Hson-Jacks   Lumber  Co.   vs.   Director 

'_-'..  -I.,  I;    lumber    (66    I.    C.    C..    297-299)?" 


*    u' 


Co-      vs-     Director 


e 

c«e  12421   (66  I.  C.  C..  679-680.;  p    752 
miT"  Mr"Ln,r°-   v"'  ,U   *   N'   etal.:  case 
}""i9>;T,     '.M1'    m°IaMes    <68    1-    C.    C.. 
Western  Petroleum  Refiners'  Assn.  vs.  A.  & 


Western  Petroleum  Refiners'  Assn  vs  A  & 
i  et  A!;:  r""'  los":  a  l*o  case  1O551.  North- 
In".!  Oil  Co.  et  nl  vg.  A.  T.  f.  S  F  et  nl  • 
petroleum^and  products  (66  I.  C.  C..  426- 

We_»tern  Petroleum  Refiners'  Assn.  vs.  A  & 
\  .  -I  al.;  case  10511:  also  10551.  Northland 
Oil  Co.  et  al.  v».  A.  T.  &  S.  R.  et  nl.: 


petroleum  and  products  (66  I.  C.  C..  426- 
440)  p.  637. 

West  Kentucky  Coal  Bureau  vs.  Illinois  Cen- 
tral et  al.;  case  11885;  coal  (66  I.  C.  C., 
228-229);  p.  419. 

\\Yst  Kentucky  Coal  Bureau  vs.  Illinois  Cen- 
triil  ct  al.:  case  11885;  coal  (66  I.  C.  C.,  228- 
229):  p.  II 'i. 

West  Virginia  Pulp  and  Paper  Co.  vs.  Di- 
rector General;  case  12295;  broken  lime- 
stone (68  I.  C.  C..  534-536);  p.  1092. 

Wichita  Northwestern  Ry.  Co.  vs.  C.  R.  I. 
&  P.  et  al. :  case  12004:  divisions  of  rates 
(69  I.  C.  C.,  68-73);  p.  1342. 

Willapa  Lumber  Co.  et  al.  vs.  N.  P.  et  al.: 
case  11701;  lumber  and  forest  products 
(C8  I.  C.  C..  659-664);  p.  1213. 

Williams,  K.  C..  &  Co.  vs.  Director  General, 
C.  R.  R.  of  N.  J.  et  al. ;  case  12303:  canned 
tomatoes  (66  I.  C.  C..  305-306):  p.  470. 

Wisconsin  Dairy  Products  Co.  vs.  C.  M.  & 
St.  P.,  Director  General;  case  12206;  cans 
(68  I.  C.  C..  307-308);  p.  872. 

Wooden  paving  block  material,  cancella- 
tion of  rates  on.  from  Alabama,  Florida, 
and  Georgia,  to  Norfolk.  Va.;  I.  and  S. 
1449  (66  I.  C.  C..  569-570):  p.  872. 

Wood,  fuel  and  pulp,  and  wood  bolts  be- 
tween North  Pacific  coast  points;  I.  and 
S.  1251  (69  I.  C.  C.,  7-10):  p.  1268. 

Wofford  Oil  Co.  et  al.  vs.  N.  O.  &  N.  E.  et  al. ; 
case  12374;  gasoline  (66  I.  C.  C.,  509-511); 
p.  580. 

Wofford  OH  Co.  vs.  H.  &  B.  V.  et  al;  case 
12324;  gasoline  (66  I.  C.  C.,  601-603);  p.  692 

Wyandotte  Terminal  R.  R.  Co.  (Second  In- 
dustrial railway  case);  No.  4181  and  I. 
and  S.  414  (68  I.  C.  C.,  346-348);  pp.  925 
and  1093. 


Deck  load  regulation;  p.  761. 
Deficit;  construction  of  word;   p-.   530. 
DeLaney.  J.  V. ;  Leigh  Ellis  case  explain.-.l;    p.. 

Demurrage  charges,  etc.:  pp.  170.  208;  on  pri- 
vate tank  cars;  pp.  342.  690,  1022,  1176. 

Dewberry,  J.  M.:  coal  divisions  to  L  &  N  ;  p 
1167. 

Director  General  Davis;  report  to  President; 
p.  300. 

Directorates,  interlocking  (see  interlocking  di- 
rectorates). 

Divisions,  railroad;  pp.  417.  560,  786;  M  &  N 
A.  divisions:  pp.  10767,  1154:  rail  and  lake: 
p.  1244;  N.  Y.  Dock  Railway;  p.  1363.  (See 
New  England  divisions.) 

Douglas,  B.  K.;   refund  of  war  tax;  p.  492. 

Dudley.  Thomas;  misquotation  of  rates;  pp. 
404,  1114:  prompt  payment  of  claims;  p  1167- 
use  of  old  bills  of  lading;  p.  722. 

EDITORIAL. 

Associated   Ti-allii-  Clubs  of  America:  p    11185 
(Turn   Adjustment:    Fairness   in;   p.    119 
Claims:  time  for  filing;  pp.  5.  413,  463. 
Competition  by  Government;   pp..  117,   1399 
Dawes,   director  of  the  budget;   comment  on 

report;    p.    1029. 
Equipment    repair    contract    decision    of    the 

Commission;    p.    741;    public    opinion    and; 

p.   1335. 

.Fare  reductions,  campaign  for;  p.  685 
Freight  Bureau  investigation;  p.  119. 
Harding.  President,  and  the  rate  decision; 

p.    108o. 

Hardwood   lumber  reductions;   p.   181. 
High  rates  and  business;  p.  183. 
*  Highway   transportation;   pp.    117,    807. 
Labor    board,    railroad    wage   case,    etc  :    DD. 

245L  301,    303.    629,    685,    805,    861,    919,    983. 

National  agreements,  cost  of;  p.  301. 

Pay  of  I.  C.   C.  employes:  p.   183. 

Potter,  Commissioner;  views  of;  p.  187 

Problems;  present  day;  p.  743. 

Public    relations    of   carriers    and    a    national 

transportation  institute:  pp.  7,  917,  1031 
Railway  wages;  pp.  183.  685.  805,  861,  1205. 
Rate  committee  dockets;  pp.  5  63  245  365 

413,   525,   629,   741. 

Rates;  reductions  in:  pp.  5.  61,  464.  1085,  1133 
Reduced    rates,    1922;    decision    discussed;    p. 

Resolutions,   the   passion    for;    p.    247. 
Rivers  and  harbors;  pp.   117.   183.  301,  687 
St.  Lawrence  waterway;  pp.  573,   981,   1135 
Saying  at  the  spigot;  p.  183. 
Ship    subsidy,    and    the   shipping   board;    pp. 
119.    183.    461,   525,    527.    743.    805,    1207,    1261, 

Shipping  board   salaries;   p.   1263. 

State  commissioners  and  Southeastern  class 
rate  Inquiry;  pp.  1263,  1337. 

State  legislation   vagaries:   p    63. 

Strike,   probability  of:  p.   1335. 

Thome's.    Clifford,   platform;   p.   861. 

Traffic  clubs:  function  of:  necessity  for  con- 
certed action,  etc.;  pp.  119.  365,  413,  525, 

Traffic  league;  'position  as  to  rate  reduc- 
tions; p.  5;  intervention  before  railroad 
947  board;  PP-  629.  983;  resolutions;  p. 

Traffic    men    needed    as    railroad    presidents; 

p.   1087. 

Transportation   act  amendment;   p.   1263 
Wages  and  rates:  p.   1261. 
Transportation    institute:    p.    1261 
Wisconsin  case  decision;  p.   461 
Wouldn't  It  be  fine?  p.  573. 

E1&e/'  A"  H':  New  England  division  case;  p. 
766. 


Electric    railroads;    rates    of   depreciation    on: 

p.   168. 

Elliott,  Howard;  testimony  before  House  Com- 
mittee; pp.  1104,  1155. 

Ellis,  R.  L. ;   two-year  limitation  clause;   p.   87. 
English,   E.   P.;   use   of  old   bills   of   lading;   p. 

1114. 
Enholm,   A.   V. ;   good  railroad  service;   p.   151; 

payment  of  claims;   p.   889. 
Equipment    certificates;     sale     of    by    director 

general;    pp.    168,    192,   296,   350,    406,   641,   758. 

949,    1102,    1248. 

Equipment  purchases;  pp.  354,  1265. 
Everett,  W.   E. ;   labor  as  a  commodity:  p.   28. 
Excess    income;    recovery    of    by    Commission: 

p.    269. 
Explosives,    etc.;    transportation    of,    etc.;    pp. 

335,  394,   674. 
Export  and  import   traffic,   rates,  etc.;  pp.  189. 

274.    444.    1314,    1363. 
Express,    rates,   etc.;   pp.   46,   96,   228,    672,   1006. 

1062,   1318. 

Express  companies;   claims  against;   p.   1178. 
Feeney,   G.   F. ;   prompt  payment  of  claims;   p. 

1227. 
Felton,    S.    M.,    attacks   labor    board's   figures; 

p.    264. 
Fernwood  and  Gulf  case;  U.   S.  district  court. 

New   Orleans;    application   of   district   rates; 

p.   28. 
Finance    petitions    and    reports;    pp.    32,    211, 

1386,    1418. 
Finerty,    J.    F. ;    time   limit    on    suits,    etc.;    p. 

327;  collecting  reparation;   p.   612. 
Fire    loss    claim    settlement    by    director    gen- 
eral; p.  228. 

Forbes,  J.  H.;  far  seeing  congressmen;  p.   890. 
Ford.    Henry,    and    his    railroad;    pp.    80,    674, 

702.    1340. 

Ford.   J.   M. :   self-classifying  bill  of  lading;   p. 

1168. 
Foreign   commerce  orders  of  the  Commission; 

pp.   593,   1110. 

Foreign  trade  convention;  meeting  in  Phila- 
delphia; pp.  1041,  1108. 

Foster,  Blair;  filing  of  express  claims;  p.  1228. 
Foster,  L.  E. ;  control  of  Kentucky  state  rates; 

p.    1005. 

Fraud:   bill  to  prevent:   p.   744. 
Freight   analysis   for   1921;   p.    184. 
.Freight   handling,    etc.;   p.    1003. 
Freight   station  section,   Division  I,  Operating. 

A.   R.   A..     (See  Station  Agents.) 
Frey,   R.   M.;   good   railroad   service;   p.    88. 
Fruits  and  vegetables;  rates  on,  etc.;  pp.   148, 

277.    306,    308,    340.    376.    968,    970,    1090,    1118, 

1166,    1192,    1320,    1322,    1354,   1374. 
Gallagher,    F.    C. ;    increases    in    freight    rates; 

p.  766. 
Gardner,    F.    S.;    payment    of   claims   by    R.    R. 

A.;    p.    889. 

Gas  heaters:   rating  on:   p.   662. 
Gayton.  H.  L. ;  good  railroad  service;  p.  27. 
General  rate  inquiry;  pp.   75,   127,  193,  202,  253. 

311,  376,  423,   430,   475,   520,   535,    585,   633    657. 

688.    810,    864,    920,    983,    1068.      (See    Reduced 

Rates,    1922.) 
Gibson,    W.    W. ;    association    of    traffic    clubs; 

p.  614. 
Godfrey,    H.    H. ;    leathernecks   on   the   job;   p. 

Goodykoontz,  representative  from  W.  Va.,  at- 
tacks Commission:  p.  264. 

Grain    door    investigation;    p.    40. 

Grain,  hay.  etc.;  rates  on.  movement  of  etc  ; 
pp.  16,  90,  148,  203,  248,  354.  376.  500,  530, 
596,  632,  642,  706,  840,  852.  1062  1120,  1248 
1376.  1380.  1418. 

Gravel.     (See  Seed   and  Gravel.) 

Graves,   G.   R.:   good   railroad   service;   p.    88. 

Grinsley.  D.  G. ;  some  pro-labor  thoughts;  p. 
953. 

Guarantee  benefits:  applications,  payments 
denials,  etc.  (See  Compensation.) 

Hague  rules  for  export  hills  of  lading;  pp. 
486,  1041,  1045,  1046,  1362. 

Hall,  Henry  C.;  reappointment  to  Commis- 
sion; pp.  8,  160;  appearance  before  Senate 
committee;  p.  10. 

Harding  and  the  railroads;  pp.  1033.  1066.  1265 

Harvey,   M.   T.:   tracer  service;   p.   892 

Hashagen,  J.  D.;  repeal  of  the  LaFoIlette  act; 
p.  653. 

HasrftLti?srafe'BnS roads'  etc-:  pp- 120' 

Hines.  Walker  D.:  statement  before  Senate 
committee  attacked  by  A.  R.  E. ;  p.  264 

Hiscano,  R.  A.;  competition  by  government; 
p.  446;  inland  waterways;  p.  150;  monev  for 
rivers  and  harbors;  pp.  825,  953. 

Holden,  J.  F. ;  address  to  traffic  club  of  Kan- 
sas City;  p.  655. 

Hooper,  Ben  W.,  chairman  of  labor  board- 
his  family;  p.  1097. 

Huebner,   Grover  G.,   Ph.   D. ;  course  of  traffic 
lessons.     (See  Traffic  Lessons.) 

Ice;    rates  on,   etc.:   p.   894. 

Identification  of  drivers:  p.  1196. 

Illinois  Central;  public  relations  of;  p  304- 
terminal  plans;  p.  1049. 

Industrial  directory  of  New  York  Central;  p. 
958. 

Interlocking  directorates,  etc.;  pp.  48  100  168 
192.  250,  344.  368.  438,  498.  540.  608.  670,  73fl! 
796.  812,  872,  970,  990,  1060,  1102,  1196  1246 
1308,  1429. 

International  Railway  Fuel  Association;  meet- 
ing In  Chicago;  p.  1136. 

Intrastate  shipments  during  guarantee  period; 
reparation  on;  p.  1089. 

Iron  and  steel,  rates  on,  etc.;  pp.  986,  1295. 
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Juhnaton,  J.  H. :  state  and  f.-l-ral  co-opera- 
tion; p.  1054;  competition  tiy  guveinment: 
p.  224. 

Kit-*-  refund  of  war  tax:   p.   548. 

Kimball.  C.:  refund  of  war  tax:  p.    IM 

Kirk.  J.   H.   C.;   increases  in  freight  rate*;   p. 

Krafft.  V.  W  :  loss  and  damage  claims:  p.  724. 
Labadle,    Victor:    demurrage    on    privitc    tank 

car*:  p.  612 
Ijttmr  board:   ruling*  of:  hearings  by;   i> 

mendatlons  with  regard  to.  etc.:   pp.    77.   78. 

122.  108.  SO*.  MS.  2S4,  384.   413.    I3S.   7UO.   755. 
S8(.    MO.    962.    966.    985.    995.    Hi..  I.    1055. 

1357.    1365.    1411. 
Labor    board    appointments;    pp.    350.    699.    755. 

SIS.    8*7.    9«6.    1273. 
Labor     organizations:     meetings,     conferences. 

statements,    etc.;    pp.    77.    123.    S15.    MC.    8X5. 

MO.    1411. 

Lake    Erie-Hudson   river   canal:    p.    271. 
Letran.  H.  O. :  defense  of  barge  line:  p.  222. 
Legislation  affecting  railroads  and  traffic;  bills 

Introduced:     congressional    committee    hear- 
ings, etc.:  pp.   10.  81       218.  30O.  3O4.  S3').  388. 

4««.   590.  «5J.   US.   ««2.   i»S.  744.   792.   8S3.  MS. 
943.   184.  IM.  10M.   1ZOS.   1210.    1274.    1277. 

13(4. 

Valley   Claremont   terminal:    p.    ! 
rails  ft  Co.  vs.  Payne  as  agent:  case  to 
Supreme   Court:   pp.    14.    177. 
Letend.  C. :  ship  subsidy:  p.  89O. 
Lcnnart.    E.    J.;    competition    by    government: 

express    conipnnt     sen 

l-  .»•  William  T. ;  Increases  In  freight  rates; 
I>  «S3. 

<VTcss^reu"ppa'-m- •««•«•'• 

leading    of   revenue    freight:    pp.    2i.    94.    1*4. 

294.  342.  J94.   471.   5*2.   Ml   «i».  710.   7S8. 

ttl.   MS.  945,   994.   IMS.   117*.   IMS.   1114.    1110. 

leans'  to  railroads;  pp.  17.  IM.  471.  491.  112. 
S77.  MO.  m.  (74.  01.  7»i.  731).  711.  734.  792. 
«1.  »:•!.  950.  »»4.  1014.  (gee.  also.  Swirl- 

Locomotlve   equipment:    pp.    M.    101.    17C.    (OS. 

Ml.  S40.  970.   104(.   HIS.   UM. 
I-oss  and  damage;   claim  prevent  lot 

111.   991.   1312. 


Uncel.    D.    A.: 
IM.  721. 


LOS*    AND    DAMAGE    DECISION*. 

Amber  vs.  Payne    <  tlil. 

American     Fruit     Distributor*     >•! 

Hlnes.   Director  General  i»7. 

American    Ry.     Ex.    Co.     vs.     Dubols    Bros.. 

10..);  p.  10*2. 
-rlcan  Hy  Express  •'  .it    <MI»s): 

t>    70t. 
American   Ry.    Express   Co.    vs.  Jones    •• 

American  Ry.   Ex.   Co.   vs.    l(«l.-ri»   Hi* 

Amertri.  \Vrlcht    iMlss.  i: 

•' 
vnderson       vs.       Mine.         |.,r.-.  t..r        i;eneral 

(Kan 

Ark    (Vntral  R    K.   vs.    M  ,rk.»:  p.  M. 

Ark.   Central  et   al.    vs.    Walker    i  Ark  i     p.   »0 
Barrett   vs.    Htl.    8     \V.    >.\rk  >:    p.   M. 
Bean  vs.   Hlnson    (Tex.):   p.   27S 
li.hrm.tin    vs.    A.    C.    t.        -  t». 

Blllberry  vs.  ¥.  W.  *  R.  (J.   Railwav  ci 

•9S. 
liolinn   Worsted    Mill*   Co.    v*.    Unlt.-ii    Itrltlsh 

11*1. 
llragg  vs.   Payne    iKi.ni     p.   27C. 

*      SI        I.        K\      ••••        •   V 

r?t. 

•'an-  i  Mo.  i.   p    11*2. 

•  lUthern    Exprr- 
p.   ». 

>ral    of    Georgia    vs     Am»rlra> 
S»7. 

"rgla    vs.    Dotnaii    Xat'i    Bank 
11(1. 

-•••I    Products   Co.    vs.    l>.     1.     *     \v 
p.    ». 

*    P.    vs.   Vail    (Okla.i:   p.   1* 
i-,, i1 

k    et    Ml     vs.    Norther 

•.  Galvston.  H.  ft  S  r-  \  > 

io»l. 

r>»vis  vs.   Brooks  Hupplv  Co     iT.v  >     |>    12«1 
Imvls  vs.   Phillips  <2«. 

IhivU   vs.    -  111* 

Duvls  vs.   Western   t'mo-       "  >41. 

I>mmon<l    X    Ijin.l    *<    CMtl«-    Co     \.     |.i. 

Ovneral  et  al.  rN     M        ,..   IM1. 
Director  General  vs.   Duncan  ft  Nelmi 

p     1040. 

Director  General   •.  '50. 

Director    General    vs.     A.    C     Srhurff    A 

.:  p.   (17. 

.    vs.   Wells  Kargo  ft   Co     ilowa):  p.    14!* 
ttunnln*    vs.    West.    I'nlon    T«-l.    C 

Krkman    Chemical  *    N.    \\ 


•— b  );   p.  111. 
'amechon  Co..   J.    C..    vs. 
1»1. 


Htnrs    I  Minn.):    p. 


Curm-  Equity  c».  vs.   Payne 

as  agent   r  Minn  i.  p    4*7. 
Farmers'    Union    ft   Co-op.    Assn     vs.    Payne 

P     1221. 

s'afl    Bank    of    Wadena    vs.    K 
Having*   R-«nk    llow»  >     p. 


Flak    Rubber   Co.   of  N.    Y.    vs.   N.    Y..   N.    H. 

(Mass.);  p.  29. 
Fleck   &    Hillman   vs.   Wabash   Ry.    (X.    Y.); 

p.   1051. 
Ft.    Smith    S.    &    K.    I.    R.    Co.    vs.    Scroggins 

et  al.    (Ark.);  p.   213. 
Gillette    Safety    Razor    Co.    vs.    Davis    (Fed. 

ct.);   p.   1221. 
Goodman   vj.    Michigan   Central    (Sup.    ct..): 

p.  324. 

Grass  et  al.  vs.  St.   L.-S.  F.   (Mo.);  p.  1051. 
'Julf  C.  ft  S.  F.  vs.  Mines  (Tex.);  p.   1121. 
Harris  Cortner  &  Co.  vs.  L,  A  N.  (Fed.  ct.); 

p.  324. 

Harrison  vs.  C.  &  A.   R.    (Mo.);   p.   13;.:.'. 
Hartford  Distillery  Co.  vs.  X.   Y..  X.  H.  &  H. 

(Conn.);  D.  212. 
Hartford    Fire    Ins.    Co.    vs.    G.    H.    &    S.    A. 

(Tex.);   p.   1352. 
Haizard.     R.     P..     Co.     vs.     Maine     Central 

(Maine);  i 

Herndon    vs.    Southern    Hy.    c  S.    C.);    p.    1001. 
Herran  vs.  C.   I  i    al.    (Ind.);   p.  1418. 

Herring    Bros..     Inc..    vs.     Am.     Hy.     Kx.    Co. 

(Sup   ct.):    p.    1001. 
Hlnrichs.  (!.  F..  Inc..  Standard  Trust  &  Sav- 

ings  Bank    (  Fed.    ct.);    p.    1411). 
Houchtelln    vs.    Oregon    Short    Line    (Idaho); 

p.  124. 
Houston  ft   T.   C.   Railway   vs.   J.  W.  Geer  & 

Sons  (Tex.):  p 

Howell  et  al.  vs.  Davis  (Mo.);  p.  650. 
llowell    et    al.    vs.     Hlnes,     Director    General 

(Mo.);   p.   (50. 

Hulln    vs.    Western    Union    (  X.    C.);    p.    10. 
Humphrey-Cornell    Co.     vs.     Hlnes.     Director 

General  (Conn.):  p.  114. 

Hussey  et  at  vs.  A.  C.  L.  (N.  Car.):  p.  763. 
Illinois  (Vntral  vs.  Shaw  (Miss.);  p.  7(3. 
Ithaca.    Roller    Mills    vs.    Ann    Arbor    iMI.h  > 

p.   (M. 
ItzlK  Co.  vs.  First   National   Bank  of  Broad- 

way.  Va.    (Miss.);    p.    1051. 
Kemper  Mill  It  Elevator  Co.  vs.  Hlnes  (Mo.); 

p.   1J51. 
Lancaster  et  al.  vs.   Hollebeke  et  al.    (T 

m. 
Ijincaster   et   al.    vs.    Rogers    and    Adams   et 

al.   '  324. 

Leigh  Kills  *  Co.  vs.  Davli.  agent  (Fed. 

p.    198. 
Mmrclonl  et   al.   vs.    Postal  Telegrapli    • 

p.    US. 
Mayhall    ft    Xelble    vs.    C..    H.    ft    g.     IN-  I.  , 

;       • 


McCaslIn  vs.   Southern  Pacific   (Cal.):  p.  B97. 
Mlddleton   ft    Co 


.         . 

V*.    A     c     I  ,:    p. 


Mitchell  vs.  A.  C.  L.   (f.  C.);  p.   1002. 

Moore      M      \        A.     '  itli.-rn     l:>     i  '... 

v     «  '  i  .   p.    10(0. 
Morris   et   al.    vs.    Am.    Ry.    Kx.    Co.    (X 

p.    1001. 
Moiler   vs.    Barrett    IX.    Y.):    v.    1351. 

«1.    vs.    Director    lienernl    (  Mo.  i  .    p 

»2. 
Xew  Knglan  I  Fruit  ft  Produi  t  lines. 

Director  Ueneriil    iConn.  ):   p.  947. 
Xew    York    Central    vs.     Frredman     (Mass.): 

in. 

Xew    York   Central    vs.    Lasanis  el  al.    < 

ct.):  p.   till. 
Panhandle  ft   8.    F.   vs.    Mayhugh    (Tex.l:   p. 

IM. 

Panhandle    ft     8.     F.     et     al.     vs.     Thompson 

(Tex.)   p.   198. 

Payne  vs.  Elliott    (Ind.):   p.  (00. 
Payne  vs.    McConnell    <Ti-x.);    p.    II". 
Payne   v«.   Orbon    (Ark.):    p.   30. 
Payne  Vs.    Reynolds    iTevp.    p.    1352. 
Pettlt   vs.    Director  General   (Kan.):   p.    5!)7 
Philadelphia     ft     Re».hnK    •'     al.     vs.     Laurel 

Coal   Mining  Co  :      598. 

Pape  vs.  Am.   I  •<  Co.     (Qa.):  p.  710. 

Postal     T-l.  ur.ipli     Co.     vs.     State     Highway 

Commission  (Ore.):  p.  (M. 
Purity    !<•••    Creiim    *—  l»«lft.C''     vs.    Adams 

Express  (•••     i  Mil  li  . 

Rhodes  vs.  Mo.  Par.  et  «1.  (Mo.):  p.  114. 
Russell  Grain  •  Mo.): 

p.  7(1. 
St.  Louis.  B.  ft  M.   l:  -il.  vs.  Frensler 

et  al.   i  Tex.):  p.  7(1. 
St.    Slnir  et   «1  vs.    Am     P.y.    Kx.   Co.    i  X.    C.): 

!•     1281. 

Si-huff  vs.   Hill  ft  Thompson   (Tex.):   p.   1116. 
Srhaff   vs.    I'lmer   (Tex.):   p.    497. 
Shannon    vs.    W.    U.   Tel  Co.    (Ark.);    p.    1002. 
Shaw.    F.    I...   Co.   vs.   Colemnn   et    al.    (Tex.); 

p.    4>7. 
Shields    Fre  I   F..  Co.  vs.  C.  ft   X.    W.    (.NVI.  i 

p 

Simpson  vs.  Central  Vermont  (Vt.);  P.  2!>. 
Slpple  et  al.   vs.    S     A     I.     K:H.):   p.    650. 
Sllverman  vs.  X.  Y.  Transfer  Co.   (Sup.  et.); 

p.    948. 
Slutkln    et    al.     vs.    Gerhard    nnd     Hey.    Inc. 

(Hup.   ct.):   p.   111.    • 
Sonken-Galamba    Iron    ft    Metal    Co.    vs.    Dl- 

:(.-ral    I  Mo.  ):   p.    1001. 
Southern    Mour    nnd    Grain    Co.    vs.    Central 

-    Kxch.   Xfl  Bank   (Georgia);   p.   213. 
Southern    Ry.    vs.    Bunch    (Georgia):    p.    139- 
Southern    Ry.    vs.    Prescott    (Ga.);    p.    597. 
Swift  vs.  Davis  (N.  Y.):  p.  1418. 
Talbott    vs.    Director    General    (W.    Vn.);    p. 

1051. 
Texns    Mexican    Ry.    Co.    vs.    Drlseoll    et    al. 

i  Tex.):    p 
Tracy  vs.  Grand  Concourse  Service  Co.   (Sup. 

rt.);   p.   S»t. 


Union  Pacific  vs.  Pacific  Market  Co.  (Wyo.); 

p.    1282. 
Vandalia   R.   R.   Co.    vs.   La   Rosa    (Ind.);    p. 

213. 
Warren    et    al    vs.    Portland    Terminal    Co. 

(Maine):   p.   1001. 
Waters   et   al.   vs.    Becker   et   al.    (Wis.);   p. 

496. 
Watts  et  al.  vs.  Xorfolk  &  Southern  (X.  C.); 

p.  763. 
\Vetmer  vs.  S.  St.   P.  M.  &  O.  et  al.  (Xeb.); 

p.  892. 
Wells    Fargo    &    Co.    vs.    Allbright    (Ind.);    p. 

598. 
Western  Union  Tel.  Co.  vs.   Gold   (Tex.);   p. 

276. 
Western    Union    Tel.    Co.    vs.    Jones    (Tex.); 

p.   276. 
Western   Union  Tel.  Co.   vs.   Lapenna   (Ind.): 

p.  214. 
Western   Union   Tel  Co.   vs.   Ryan   (Ala.);   p. 

817. 
\V. -stern  Union  Tel.  Co.   vs.   Stewart  (Tex.); 

p.    276. 
Western  Union  Tel.  Co.  vs.   Wallace   (Tex.); 

p.  276. 
White   vs.    C.    M.    &   St.    P.    Ry.    (Minn.);   p. 

497. 
White    et    ux.    vs.    Payne,    Director    General 

(S.    C.);   p.    709. 

Whlteside  vs.  C.  M.  &  Si.  P.  (Mo.);  p.  1221. 
Wlc-kens  vs.  Scheuer  et  al.  (Wash.);  p.  948. 
Wolynskl  vs.  Western  Union  (N.  Y.):  p.  817. 
Zoller,  William.  Co.  vs.  Hartford  Fire  Ins. 

Co.   (Pa.);  p.   1002. 

LuniLei:    rates   on.    transit   privilege,    etc.;    pp. 

S6.     147.    176,    2»2.    340.    392.    790.    1010,    1048. 

1176.     1!M>.     12^0.     1244.     1318.    1410. 
Maromlit-r.    1.    •:  .    the    St.    (.awrence  canal;    p. 

1228. 

Manning.   11.  A.;  mls-iuotatlon  of  rates;  p.  40t. 
M.irlm      L.    R.:    against    percentage    decrease; 

|.     -7 
Matthews,    K.    W.;    simplincation   of   tariffs,   p. 

Mays.  C.   W.:  tracer  service:  p.  1064. 

,ff. .    KiiKene;  coal  and   the  railroads;   p. 
954. 

•  in.    K.    .1.:   good  railroad   service;   p.   220. 
\|.i;.l,.,       V     I  ;    rompetltlon    by    Kovernment. 

Melntosh.    H.    1 .-. :    «*••   of   old    bills   of   lading: 

p     765. 

MrKlblcMi     H     F.:    i-liiim    prevention;    p.    765. 
Meats      insti      iiinl     packing    house     products: 

rates  on.  eti       PP     162.  204.  454.  608,  610,  968. 
Mergener.    'ieui'Ke;    ,lin plIHca tion  of   tariffs;    p. 

F. :     St.     Ijiwrence    Canal;    p. 

Andrew    A  .    wnm-s    .ind    rates:    p.    28. 
Jr.:    ;nl<lress    before     lullwiix 
I:IIS|II-SM  Association.   New    York,   Feb.   1.;  p. 
271:   discusses  railroads;   p.   (IS. 
Mileage  books:   pp.    146.    215.   691.  711.   744.   992, 

11*4. 

Milk.    •  'le«   on.   etc.;   p.    1«2. 

Miller,    Herman    J.;    misquotation   of    rates;    p. 

Miller      H.     L.      repeal     Ih.-     LuKollette    act;    p. 
545. 

MINOR    COMMISSION    ORDERS. 

\l.,  i, I.,  i.  S.  D.,  City  of.  vs.  Director  Gen- 
eral, c.  &  X.  W.  et  al.;  case  12178;  or- 
der moilitleil;  p.  1271. 

Venn-  Cement  Plaster  Co.  vs.  St.  L.-S.  F., 
Director  General  et  al.;  case  11619  re- 
opened, p.  368. 

American  Smelting  &  Refining  Co.  et  al.  vs. 
Ulri-.-tnr  tienenil  el  nl.;  case  11304;  re- 
opened; p.  166. 

\merlcan  Wholesale  Lumber  Association  vs. 
l>iT.i-tor  General;  case  11818;  order  amend- 
ed; p.  4*9. 

Arizona  Corporation  Commission  it  al.  vs. 
Arizona  Eastern  et  al.;  case  11541;  re- 
opened :  p.  64. 

Ark.  Jobbers  &  Mfg.  Assn.  vs.  Director  c..n- 
eral.  C.  R.  I.  *  I1,  et  al.;  case  10417;  order 
modified;  n.  294. 

Hall  Bros.  Glass  Mfg.  Co.  vs.  Director  Gen- 
eral. A.  &  W.  et  al.;  case  10949;  effective 
date  postponed:  p.  1338. 

Urundred  Bros.  vs.  Prairie  Pipe  Line  Co.; 
case  11512:  order  modified:  p.  1271. 

Cameron  Coal  Co.  et  al.  vs.  A.  T.  &  S.  F. 
et  al.;  case  9613;  reopened:  p.  368. 

Central   of  (! -orgla   Ry.:   finance  docket   1142; 

time     eMem'ell.     p. 

Ccrtaln-li-ed  Products  Corp.  et  al.  vs.  A.  T. 
ft  S  F.  .-t  a  I.;  case  11481;  reopened;  n.  64. 

Channel  Chemical  Co.  vs.  A.  T.  &  S.  F.  et 
al. :  case  S086:  reopened;  p.  1S3S. 

Charleston  Traffic  Bureau  vs.  A.  G.  S.  et  al.: 
case  12628:  reopened:  p.  294. 

Chicago  I,lvc  Stock  Kxchanne  vs.  A.  T.  ft 
8.  P.  Ry.  et  al.;  case  9977:  also  12614. 
Same:  consolidated  and  re- 
op.-ncd:  p.  864. 

Coal,  routing  on  from  Western  Maryland 
mines;  I.  &  S.  1385:  order  modified;  p.  368. 

I  muglas.  Ariz..  Chamber  of  Commerce,  traf- 
fic bureau  vs.  A.  T.  ft  S.  F.  et  al.:  case 
11442:  effective  date  postponed;  p.  294. 

East  Tennessee  Packing  Co.,  Inc.,  vs.  Di- 
rector General.  Southern  Hallway  et  at.: 
case  11562;  reopened;  p.  1271. 
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Export  bill  of  lading;  cause  4844;  effective 
date  pontpnn.-il:  p.  294- 

Fairmont  &  Cleveland  Coal  Co.  vs.  B.  &  U. : 
case  1208J;  reopened:  p.  368. 

General  Iron  Works  vs.  Director  General.  C. 
C  C  &  Si.  L.  rt  ul.;  case  11842;  reopened; 
pp.  368.  864. 

Grand  Rapids  Plaster  Co.  vs.  Lake  Shore  & 
.Michigan  Southern  et  al.;  case  6626;  re- 
opened; p.  368. 

Hudson  Mule  Co.  et  al  vs.  L.  &  N.  Director 
(•„.„..,  •„!  ,  :.ae  9936;  also  cases 

docketed  thori-wlth:  order  suspended  and 
cases  reopened;  p.  1271. 

Idaho.  State  of.  ex  rel.  Public  Utilities  Com- 
mission vs.  Director  General.  Oregon  Short 
Lit..-  et  al.:  case  10858;  also  11386.  Same 
.in.  :  effective  date  postponed;  p.  1146. 

Indiana,  Public  Service  Commission  of,  vs. 
A.  T.  &  S.  F.  et  al.;  case  11388;  reopened; 

Indian"'  Packing  Corporation  vs.  Director 
<;. n.-r.-.l.  Ann  Arbor  et  al.;  case  11130;  re- 
opened and  effective  date  of  order  post- 
poned; p.  64. 

Johnson  City,  Tenn..  Chamber  of  Commerce 
vs.  Southern  et  al.;  case  7865;  effective 
date  postponed;  p.  368;  order  modified ;  p. 

Lake  Charles  Rice  Milling  Co.  vs.  Abilene  & 
Northern  et  al. ;  case  9922;  order  amended; 
p  554 

Lake  Superior  Co..   Ltd.,   et  al.   vs.   Director 
General.  Ahnapee   &  Western  et  al.;   case 
11028;   reopened;   p.   604. 
Lawton  Refining  Co.  vs.  Director  General,  C.. 

R.   I.   &    P.   et  al.;   case   11225;    p.    368. 
Liberty    Oil    Co..    Ltd..   vs.    Director    General 

et  al.;  case  11462:  reopened;  p.  432. 
lxx>kout   Oil  &   Reflnirife  Co.  vs.   Alabama  & 
Vicksburg,    Director    General    et    al. ;    case 
12422;   reopened;  p.   499. 

Manufacturers'  Assn.  of  York,  Pa.,  vs.  Penn- 
sylvania:   case    11455;    reopened;    p.    864. 
McCloud    River    Railrosid;    ex    parte    73;    re- 
opened; p.  499. 
Memphis-Southwestern     Investigation;     case 

97i2;  reopened;  p.  1271. 
Meridian  Rate  Case;  I.  and  S.  1372;  effective 

date  postponed;  p.  368. 
Michigan     Northern    Construction;     Finance 

docket  No.  29;  reopened;  p.  846. 
Miller.  F.  P.,  Paper  Co.  et  al.  vs.  P.  R.  and 

P.  &  R.;  case  11790;  reopened;  p.  846. 
Minnesota  &  Ontario  Paper  Co.  vs.  N.  P.  et. 
al.;    case    11950;    order    modified;    pp.    864, 
1246 
Montana  Rates  Pares  &  Charges;  case  11860; 

reopened;  p.  294. 

Montgomery.  Ala..  Chamber  of  Commerce  et 
al.  vs.  Director  General.  A.  &  W.  P.  et  al.; 
case  10867;  also  10890;  Dothan  Chamber 
of  Commerce  vs.  Same;  order  modified; 
pp.  166.  604. 

Morrell.  John.  &  Co.  vs.  C..  B.  &  Q.,  Direc- 
tor General  et  al.;  case  9355;  reopened;  p. 
432. 

National  Paving  Brick  Mfg.  Assn.  et  al.  vs. 
A  &  V.  et  al.;  case  10733;  report  revised  to 
eliminate  errors;  p.  1146. 

Oakdale    &    Gulf    Railway;     case    9024;    re- 
opened; p.  649. 
Oil  from  Texas  ports  to  Sulphur  Mine,  La.; 

I.  and  S.   1320;  reopened;  p.   164. 
Oklahoma    Interstate    case;    No.    12753;    re- 
opened; p.  649. 

Omahn  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F. 
et  al.;  case  11966;  order  modified;  pp.  649, 
796. 

Ouachlta  &  Northwestern;  wasteful  service 
by  tap  lines;  I.  and  S.  11:  reopened;  p. 
604. 

Passes,  trunks,  and  free  passenger  service; 
in  the  matter  of;  case  4662;  reopened;  p. 
64. 

Pioneer  Lumber  Co.  et  al  vs.  Director  Gen- 
eral. C.  B.  &  Q.  et  al:  case  11608;  effective 
date  postponed;  p.  308. 

Potatoes  from  Minn..  Wis..  and  upper  Mich. 

to  Central   Trunk    Line   territories::    I.   and 

S.   1384;    reopened  and   consolidated;   p.   32. 

Prescott    &    N.    W.    et    al.;    tap   line    service 

case;   I.  and   S.   No.   11:   re-opened:   p.   846. 

Railway  mall  pay;  case  9200;  order  modified; 

p.   12i<; 

Rates  to.  from,  and  between  points  south  of 
tin-    Ohio    river;    I.    and    S.    1303;    effective 
date  postponed:  p.  499. 
Rarltan  Copper  Works  vs.  Director  General; 

case  11755;  re-opened:  p.  846. 
Roundup  Coal  Mining  Co.  vs.  Director  Gen- 
eral. B.  F.  &  I.  F.  et  al.;  case  11081;  order 
amended;   pp.   604,  929. 

Selma.    Alabama,   Chamber  of  Commerce,   et 
al..   vs.    Director  General.   L.   &   N.,  et  al. ; 
cane  11682:  order  vacated;   n.   1246. 
Sllpo  Iron  Store  Co.  vs.  Western  Md.  et  al,; 

cane  11154:  reopened;   p.  848. 
Stewart-Warner  Speedometer  Corp.  et  al.  vs. 
Director  General.  C.  &  N.  W.  et  al. ;   case 
11669:  reopened:  p.  1338. 

THUMMM    Midland   R.    R.;    Investigation   In- 
stituted: finance  docket  203i:  p.  32. 
Texas  Intrastate  case;   No.   11764;   reopened: 

p.  649. 

rtnh  State  Automobile  Association  vs.  A.  T. 

A  8.  F.  et  al.:  case  10856:  reopened:  p.  649. 

Wabash    overcharge   case;    Wabash    Ry.    Co. 

\V.    Koenig   et    al.;    No.    677,    Sup.    Ct.: 

writ  of  certlorari  denied:   p.   275. 


Western    grain    rate    case;    No.    12229;    order 

amended;  p.  248. 
Western    Petroleum  Refiners'   Association  vs. 

Aberdeen    &    Rockflsh    et    al.;    case    11962; 

order  amended;  p.   499. 
Wichita    Board    of    Commerce   vs.    A.    &    W. 

et  al.;  case  11018;  order  amended;  p.   1246. 

MISCELLANEOUS   TRAFFIC    DECISIONS. 
Alabama  Great  Western  vs.  Wood  (Ala,);  p. 
Atchison  T.  &  S.  F.  vs.  State  et  al.   (Okla.); 

Baltimore  &  Ohio  vs.   Public  Service  Comm. 

(W.  Va,);  p.  710. 
Bean  vs.  Hinson   (Tex.);  p.  277. 
Central    R.    R.    of    N.    J.    et    al.    vs.    United 

States  et  al.   (Sup.  Ct.);  p.  140. 
C.  R.  I.  &  P.  vs.  McClanahan  (Ark.);  p.  32n. 
Davis     Director    General,    vs.    Smith    et    al. 

(Ark.);  p.  30. 

Demurrage;     suit     for    when     cars     held     In 
transit  yards;  B.  &  L.  E.  vs.  Ford  Collier- 
Detroit   &'  T.PS.   L. 'vs.   I.   C.  C.    (D.   C.);   p. 

763. 

Express  company  pick-up  and  delivery  serv- 
ice;  order  requiring  held  reasonable;  Mor- 
rell  &   Co.   vs.   Am.    Ry.   Ex.    Co.    (S.   D.); 
p.  1222. 
Femechon,   J.   C.,   Co.   vs.   Hines    (Minn.);   p. 

325. 
Gooch  vs.   Oregon  Short  Line   (Sup.   Ct.);   p. 

764. 

Haddad  et  al.  vs.   State   (Ariz.);  p.   31. 
Hall   vs.    Cumberland    Pipe   Line    Co.    (Ky.); 

p.  817. 
Harbottle-Balley  Coal  Co.   et  al.  vs.   Bolton- 

Hale  Coal  Co.   (Ark.);  p.  30. 
Helena  &   Livingston   Smelting  &  Reduction 
Co.  et  al.  vs.   Northern  Pacific  (Mont.) ;  p. 
763. 

Hines,    Director    General    of    Railroads,    vs. 
Thomasville  Light  &  Power  Co.   (Ala.);   p. 
496. 
Indiana,    Public   Service   Commission   of,    vs. 

Lake  Erie  &  Western  (Ind.);  p.  496. 
Joyce-Watkins  Co.  vs.  Walsh  Tie  &  Timber 

Co.   (Mo.):   p.  710. 
Labor  board;  jurisdiction  and  powers  upheld ; 

Rhodes  vs.  N.  O.  G.  N.   (Miss.);  p.  1222. 
Lehigh  Portland  Cement  Co.  vs.  Virginia  S. 

S.  Co.  (Va.);  p.  1002. 
Lehigh   Valley   vs.    G.    B.    Markle   Co.    (Fed. 

Ct.);  p.   1351. 

Miller  vs.  United  States   (N.  T.);  p.   651. 
Mountain  States  Telephone  &  Telegraph  Co. 
et    al.    vs.     City    and    County    of    Denver 
(Colo.);  p.  90. 
New   River   Lumber   Co.    vs.    Tennessee   Ry. 

Co.  et  al.   (Tenn.);  p.  1116. 
New  York  Central  vs.  Warren  Ross  Lumber 

Co.   (New  York);  p.  90. 

New  York  Central,  people  ex  rel.  vs.  Public 
Service  Commission,  second  district,  et  al. 
(N.   Y.):  pp.  496,  1351. 
Ney  vs.  Haun  (Va.);  p.  30. 
Norfolk  &  Western  vs.  Public  Service  Com- 
mission  (W.  Va.);   p.   894. 
Northern    Pacific    et    al.    vs.    Public    Service 
Commission  of  Washington  et  al.  (Wash.); 
p.  140. 
Oregon -W.   R.  R.  &  N.   Co.  vs.   McGoldbrick 

Lumber  Co.    (Wash.);  p.   1002. 
Payne,    Director   General,   et   al.   vs.   Basset  t 

(Tex.):  p.  398. 
Payne,   Director   General,   vs.   Monroe    (Ga.); 

pp.   325,   651. 
Payne,    Director    General,    vs.    Mt.    Franklin 

Fuel  and  Feed  Co.   (Tex.):  p.  30. 
Plaintiff    must    recover    on    cause    of    action 
pleaded;  Seaboard  Air  Line  vs.  Henderson 
Lumber  Co.    (Ga.);  p.  1052. 
Power   over   state    rates   as   defined    by    Su- 
preme Court  in  Wisconsin  case  held  con- 
clusive on  state  courts;  State  ex  rel.  Ran- 
kin  vs.  Nor.  Pac.  et  al.  (Mont.);  p.  1222. 
Rebate,    action    by   railroad    to    recover   held 
action    for   "recovery   of   erroneous   freight 
charges";    Wight   vs.    Zemurray    (La.);    p. 
1222. 

St.  Louis-San  Francisco  Ry.  Co.  (State  ex 
rel.)  vs.  Public  Service  Commission  of 
Missouri  (Mo.):  v  277. 

Silver   Lake   Railway   &   Lumber   Co.,    State 

ex   rel.,   vs.   Public   Service   Commission   of 

the  State  of  Washington   (Wash..;   pp.   31, 

496. 

Sinclair   Refining  Co.    vs.   Schaff   (Fed.   Ct.); 

p.  90. 
Sipt»le  et  al.  vs.  Seaboard  Air  Line  (Ga.);  p. 

325. 

Stroud  vs.  Missouri  Pacific   (Mo.):   p.   652. 
Tacoma  Eastern  R.  R.  Co.  vs.  Public  Service 

Commission  of  Wash.   (Wash.);  p.   140. 
Turret    Crown    Vulcanite    Roofing    Co.,    Inc.. 
vs.    Commonwealth   S.    S.   Co..   Ltd.    (Va.); 
p.   140. 
Vacuum   Oil   Co.   vs.    Luckenbacb    S.   S.   Co.. 

Inc.,   et  al.    (Va.);   p.    141. 

Washington  Public  Service  Commission  vs. 
State  ex  rel..  Great  Northern  (Wash.);  p. 
948. 

Waste  Merchants'  Association  of  New  York. 
Voluntary  Association,  members  of;  United 
States  ex  rel.  vs.  I.  C.  C.  (D.  C.);  p.  764. 
Waters   et   al.   vs.    Pflster   &   Vogel   Leather 

Co.   (Wis.);  p.  496. 

Williams   et   al.    vs.    American   Railway   Ex- 
press  Co.    (So.   Car.);   p.    496. 
Writ   not   Issued    to   compel   owners  without 
financial     resources     to     operate     railroad; 


State  ex  rel.  Collins  vs.  Leland  Southwest- 
ern  (Miss.);   p.   1052. 

Yokohama    Specie    Bank,    Ltd.,    vs.    Trans- 
Oceanic  Co.   (Cal.);  p.  276. 


Mississippi-Warrior  Barge  Line;  pp.  64,  442, 
594,  706,  810,  1154,  1225,  1376. 

Missouri  &  North  Arkansas;  appeal  for  in- 
creased divisions;  hearing  on  docket  13345; 

Morris  &  Co.;  shipment  from  Chicago  to  Eng- 
land in  one  week;  pp.  1157,   1362. 
Murawsky,   A.;    use  of   old   bills  of   lading;   p. 

Nagle    W.  F.;  use  of  old  bills  of  lading;  p.  890. 

National  Industry  Traffic  League;  meeting,  pp. 
192,  263;  intervention  in  wage  case;  pp.  755, 
886  960,  996,  correspondence  regarding  na- 
tional agreements;  p.  1056;  p.  1180;  1277,  1404. 

National   Lumber   &   Mfg.    Co.;   help   the   rail- 
New3  England  Divisions;  pp.  645,  730,  766,  1064. 
1156.   1230. 

New  England  Traffic  League;  p.   1180. 

New  Orleans;  rates  to  from  Chicago  terri- 
tory; conference  on;  p.  939;  opposed  by 
Southern  Interior  Traffic  Association;  p.  1062, 
1114  (correction). 

New  York  Central  purchase  of  Chicago  ter- 
minal lines;  pp.  577,  786,  1088,  1157,  1226,  1378. 

New  York-New  Jersey  terminal  plan;  pp.  o28, 

1314 

XOcean'  freight  rates;   pp.   23,   24,   704,   821,   932. 
939,   1045,    1339,    1359. 

Odell,  O.  M.;  misquotation  of  rates;  p.  226. 

Oil;  cottonseed,  etc.;  rates  on,  etc.;  p.  894. 

Oil  wells  on  railroad  rights  of  way;  pp.  326, 
746 

Olson,  G.  J.;  use  of  old  bill  of  lading  forms; 
pp.  612,  1227;  refund  of  war  tax;  p.  286. 

Operating  income;  Commission  rule  for  mak- 
ing monthly  gauge  of;  p.  152.  (See  Revenues 

Operating  statistics;  pp.  92,  164,  732,  848,  968, 
1046,  1178,  1248,  1279,  1368,  1404.  1410. 

Ore.  rates  on  etc.;  pp.  330,  436,  470.  540.  600, 
648,  697,  698,  920.  921,  1288,  1367. 

O'Sullivan,  G.  V.;  Duties  of  a  Traffic  Manager; 

Otto,  M.  T. ;  new  uniform  bill  of  lading;  p.  545. 
Overcharge    claims    against    Director-General; 

Ownership  of  ship  lines  by  railroads;  p.  1045. 

Pacific  Mail  Steamship  service;  p.  82. 

Packing  house  products;  see  meat. 

Panama-Pacific   tariffs;   p.    144. 

Parcel  post  rates;  investigation;  pp.  1120,  14o6. 

Parker,  A.;  simplification  of  tariffs;  p.  890. 

Pauli    C.  G.;  use  of  old  bills  of  ladnng;  p.  654. 

Passenger  fares;  differential;  p.  42,  594;  Pull- 
man surcharge;  pp.  80,  272,  968. 

Passenger  traffic  statistics;  p.  662. 

Payments  to  carriers     (See  compensation.) 

Pennsylvania  Railroad;  dispute  with  Labor 
Board;  pp.  10,  122,  323,  384,  542,  648;  argu- 
ment; p.  756;  decision;  pp.  962,  985,  995, 
1054;  argument  on  appeal;  pp.  1219,  1274. 

Per  diem  and  reclaim;  p.  26. 

Perfect  Package  Month  results;  p.  102. 

Petroleum;  rates,  etc.;  pp.  16,  81,  145,  604,  848, 
986,  1010,  1248,  1436. 

Pfau  Manufacturing  Co.,  The;  simplifying 
tariff  publication;  p.  494. 

Phelps,  H.  P.;  misquotation  of  rates;  p.  446. 

Pipe  line  transportation;  p.  1286. 

Pirie,  C.  B.;  claim  prevention;  p.  546. 

Plaster;   rates  on,   etc.;  p.   792. 

Poller  Charles;  use  of  old  bills  of  lading;  P- 
654. 

Port  activities;   p.   884. 

Port  equalization;  pp.  370,  385,  481,  594,  642, 
705,  762,  1000. 

Port  to  Port  regulation;  p.  704. 

Postal  improvement  week;  p.   782. 

Postal  rulings;  pp.  44,  94.  1363. 

Poultry  cars;  penalty  charge  on;  p.  70. 

Powell,  Miles;  good  railroad  service;  p.   88. 

Publicity  methods  of  railroads;  pp.  304,  323, 
1  ^72 

Pullman  Co.  purchase  of  Haskell  &  Barker 
Car  Co.  et  al.;  p.  100. 

Purchases  of  railroads;  see  consolidations  ana 
purchases. 

QUESTIONS   AND. ANSWERS. 

Accord  and  satisfaction;  p.  618. 
Actual  -weight  of  shipment  constitutes  basl 
for  assessment  of  freight  charges;   p.   452. 
Allowance  for  spotting  cars;  p.  780. 
All-rail    vs.    rail-and- water   routes;    pp.    106, 

Alternative  rates;   combination  rates;  p.   558. 
Application  of  Ex  Parte  74  increases  to  rates 

from  Fla.  to  interstate  points;  Jacksonville 

combination;  p.  955. 
Application  of  minimum  class  rates  to  articles 

taking  multiples  of  class  rates;  p.  1250. 
Application  of  rates;  p.  158. 
Application  of  K.  D.  ratings;  p.  156. 
Arrival    of    shipments:     notice    of,    at    non- 
agency  stations;   p.   36. 

Average  agreement;  application  of;  p.  1290. 
Baggage;  liability  of  carrier  for  protection  of 

after  arrival  at  station;  p.  230. 
Bill  of  lading;  nature  of;  p.  230. 
Bills  of  lading;  use  of  old;  p.   670. 
Breakage    of   goods;    liability   of    carrier    for 

when  alleged  to  be  defective  when  offered 

for  transportation;  p.  334. 
Bunching;    shipper    not    entitled    to    refund 

when  operating  under  average  agreement; 

p.   104. 
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Carload  rate  for  carload  service;  pp.  156,  2S4, 
:•- 

Carload  vs.  less  than  carload  shipments;  pp. 
40.  iul.  778.  »00. 

Car  »eal»;  p.  1184. 

Carrier*  not  obliged  to  surrender  open  bill  of 
lading  before  delivering  goods;  p.  $63. 

Causes  of  action  arising  prior  to  federal  con- 
trol: time  within  which  to  file;  p.  506. 

Cement  sack*;  classification  governing  re- 
turn of;  p.  1182. 

Claim  for  loss,  damage  or  overcharge;  docu- 
ments necessary  to  support;  p.  1252. 

Claim;  notice  of:  pp.  232.  1295. 

Claim;  notice  of  for  conversion  of  shipment: 
p.  556. 

Classification  rules;   follows  lot  shipment;   p. 

mi 

Classification  rules;  rating  applicable  to 
I.,  shipment  loaded  to  full  visible  ca- 
pacity of  car;  p.  333. 

Class  rate;  application  of;  establishment  of 
commodity  rate  removes;  p.  »55. 

Clear   receipt;    liability   of  carrier   under;    p. 

C.  O.  D.  shipments;  claims  for;  p.  232. 
Combination    rates;    basis    for    construction: 

p.  1190. 
Combination    rates;     immediate    application; 

p.   1014. 
Commodity   rate;    establishment   of   removes 

application    of    contemporaneous    mileage 

rates,    p.   1070. 
Compress  charge:   absorption   by  carrier;   p. 

Concealed    damage;    liability    of   carrier;    pp. 

Concealed  loss  and  damage,  liability  of  car- 
rier for;  pp.  780.  118«. 

Concealed  loss  or  damage:  notice  of  claim, 
p.  1184. 

Condition  of  goods  noted  on  bill  of  lading: 
p.  14X8. 

Conflict  between  percentage  scale  In  class 
tariff  and  classification  exception  sheet 
governing  class  tariff:  p.  14. 

Consignee's  right  to  Inspect  goods;  p.  1«. 

Consignor  contracting  for  consignee:  p.  211. 

Consolidated  Classification  No.  2;  application 
of  rule  34;  p.  11»2. 

Conversion:  burden  on  carrier  to  show  de- 
livery to  true  owner;  p.  13S4. 

Conversion:  measure  of  damages  for;  p.  34. 

erslon:  liability  of  carrier  to  party  to 
whom  shipment  was  wrongfully  delivered: 
p.  (18. 

Combustible  material:  liability  of  shipper  for 
damage  to  car  while  being  loaded  with;  p. 

Damages:  deduction  of  trade  and  cash  dis- 
counts: p.  1184. 

Damasres.  Incidental:  p:  lit*. 

Damages;  liability  of  carrier  for;  pp.  154.  IK. 

Damages:  measure  of:  pp.  34.  It.  Ii4.  1S8. 
HI.  400.  401.  4S4.  SM.  M(  M8.  72».  838.  M2. 

»«4.  im.  iiss.  list. 

Damages;      nominal     only      recoverable     for 

breach  of  contract  not  resulting  In  actual 

damages:  p.  400. 
Damages:  time  within  which  to  flle  suit;  p. 

143* 
Deduction  of  transportation  tax  from  Invoice 

because  of  shipment  after  January  1.   192- : 

P.  WO. 
Delay  caused  by   strike:   liability  of  carrier: 

pp.  1M.  330. 

Delay  In  transit:  p.  400. 
Delay;  liability  of  carrier  for:  p.  12*4. 
Delay:     measure    of    damage     when     roods 

shipped  under  a  contract  of  sale;  p.  (TO. 
Delay  resulting  from  accident  or  misfortune: 

Delay  resulting  from  embargo:  notice  to 
shipper:  P.  MO. 

Delay:  special  damage*  not  recoverable  ex- 
cept upon  actual  or  constructive  notice  to 
carrier;  pp.  452.  «1«. 

Ix-lav  to  shipment:  liability  of:  p.  778. 

Delivery  to  carrier:  necessity  for  Issuance  of 
i,l  Itnlinr:  pp.   ."«     '-<••    ' 

Delivery  by  carrier;  what  constitutes:  pp.  13, 
7(0.  »S(. 

Demurrage;  carrier  responsible  for  failure  to 
reconslgn  must  bear  resulting  damage;  p. 
r.. 

Demurrage:  cars  held  for  loading;  p.  1074. 

Demurrage:  charge  assessable  on  double 
load:  p.  11*4. 

Demurrage:  consignee  entitled  to  switching 
service,  etc. :  p.  332. 

Demurrage;  liability  for.  when  conslicnee  In- 
timates from  time  to  time  car  would  be  ac- 
cepted; p.  104. 

Demurrage:  liability  of  shipper  for  on  goods 
held  awaiting  delivery  to  ship  because  of 
strike  of  longshoremen:  p.  5*0. 

mlclpal   holiday;  p.   15*. 

Demurrage:  private  car  on  track  leased  by 
owner  of  car:  p.  1 294. 

Demurrage:  shipment  In  two  cars;  one  car 
held  by  consignee  under  load  awaiting  ar- 
rival other  car:  p.  1M. 

Demurrage;  waiver  of  when  caused  by  con- 
signee's •  ff.irt »  to  mitigate  damages:  p.  402. 

weather  Interference:   D.   1182. 
f  tank  ears:  pp.  728.  904. 

tween    sections    1,    2    and    1    of 


rcmrn'rce  «ct;  p.   152. 

M      , 

IN 


pen 


LotllS, 


and  Kast  St. 


!  '•  < 

>  divert  shipment  at  request 
of  owner,  p.  780. 


Duty  of  carrier  to  furnish  suitable  cars;  p. 
834. 

Duty  of  carrier  to  protect  shipment  after  ar- 
rival at  destination;  p.  778. 

Duty  of  seller  to  use  care  in  selecting  carrier; 
p.  834. 

Erroneous  billing  and  marking;  less-carload 
shipments;  p.  510. 

Intimated  weight;  charges  must  be  assessed 
upon  when  tariff  provides  for  use  thereof; 
p.  728. 

Express  charges  on  shipments  lost  in  transit; 
pp.  452.  618. 

Express  charges:  refund  of.  accruing  from 
reforwardlng  of  freight  delivered  at  erro- 
neous destination;  p.  1074. 

Facilities  furnished  by  carriers  for  accommo- 
dation of  public;  regulation  of;  p.  1016. 

Failure  to  make  prompt  deliver)1;  liability  of 
carrier  for;  p.  778. 

Forwarding  agents;   liability  of;  pp.  506,  902. 

Freexmg;  liability  of  carrier  for  loss  through: 
p.  956. 

Freight  charges:  collection  of  from  consignee : 
pp.  904,  1072.  11  .'4. 

Freight  charges;  liability  of  consignee  for; 
pp.  IOC.  112?.  1438. 

Freight  charges:  liability  of  consignor  for; 
.  pp.  1186.  1188. 

Freight  charges:  liability  of  distribution 
agent  acting  as  consignor  for;  p.  904. 

Furnishing  cars:  minimum   weights;  p.  38. 

Ice;  carrier  liable  for  cost  of  If  shipment  is 
unreasonably  delayed:  p.  1250. 

Icing  and  refrigeration  charges  under  Fair- 
banks protective  tariff  No.  1:  p.  v 

Icing  records  for  use  In  filing*  claims;  pp. 
(M.  782. 

Increase  on  rates  fixed  by  ordinance:  p.  501. 

Industry  track  construction  during  federal 
control;  waiver  of  payment  by  carrier;  p. 
333. 

Information  by  carrier  of  transactions  of 
shippers:  p.  1354. 

Interest  on  claims  for  loss  or  Injury  to  goods 
moving  during  federal  control;  p.  232. 

Interest  on  loss  and  damage  claims;  p.  776. 

Interest  on  overcharges  and  loss  and  dam- 
age claims:  p.  (56. 

Interstate  rate  vs.  combination  of  Interstate 
and  Intrastate  rates:  p.  1295. 

Jeffersonvllle,  Ind.:  application  of  rates  from 
Cincinnati:  p.  333. 

Liability  for  marking  I..  C.  I.,  shipments; 
p.  556. 

Liability:  limitation  of  by  steamship  com- 
pany: p.  1353. 

Liability  of  carrier  as  warehouseman:  pp. 
158.  776.  958. 

Liability  of  carrier  for  cost  of  rewelghinc 
account  receipt  goods  In  bad  order  car;  p. 

•Mi 

Liability  of  carrier  for  damage  from  freezing 

resulting  from  unreasonable  delay;  p.  S6. 
Liability  of  carrier  for  damages  for  permit- 
ting  unauthorised    Inspection   of   goods;    p. 

(IS. 
Liability  of  carrier  for  damage  resulting  from 

Improper    loading    or   packing   by    shipper: 

p     452 
Liability  of  carrier  for  delivery  of  shipper's 

order  shipment  without  surrender  of  bill  of 

lading;  p.  (34. 
I. lability  of  carrier  for  delivery  on  an   unln- 

dnr«ed  bill  of  lading:  p.  MR. 
Liability    of    carrier    for    delivery    to    notify 

party:  p.  6(8. 

Uablllty  of  carrier  for  theft:  p.  1289. 
Inability     of     carrier:     discrepancy     between 

origin  and  destination  weights;  p.  1018. 
Liability  of  carrier  for  diverting  traffic:   pp. 

Uablllty  of  carrier  for  execution  of  bill  of 
lading  containing  provisions  Impossible  of 
execution:  p.  1018. 

Liability  of  carrier  for  forwarding  of  ship- 
ment to  destination  marked  on  package 
without  issuance  of  bills  of  lading:  p.  512. 

Uablllty  of  carrier  tor  Injury  due  to  defec- 
t|y..  or  Improper  |isiihs»»*t  p.  5«0. 

Liability  of  carrier  for  injury  of  goods  In 
transit:  n.  55*. 

Liability  of  carrier  for  loss  of  coal  In  tran- 
sit: p.  902. 

Liability  of  carrier  for  loss  or  damage  after 
delivery  of  car  on  Industry-  track:  p.  61". 

Uablllty  of  carrier  for  loss  of  goods;  pp.  154. 
118*.  1190. 

Liability  of  carrier  for  loss  of  shipment  In 
open-top  car:  p.  616. 

Uabllltv  of  carrier  for  loss  through  freezing: 
p.  72«. 

Liability  of  carrier  for  non-delivery  of  goods; 
p.  728. 

Uabllltv  of  carrier:  shippers'  lond  and  count 
notation  on  bill  of  lading;  p.  776. 

Liability  of  carrier  where  shloper  ratifies  un- 
authorized delivery:  p.  1250. 

Liability  of  commission  brokers  for  under- 
charges; p.  36. 

Liability  of  connecting  line  for  loss  or  dam- 
ng,-  to  cars  of  connection  placed  at  industry 
for  Ion. lin«r  or  unloading:  p.  1072. 

Liability  of  draymen  and  truckmen:  p.  1186. 

Liability  of  Initial  carrier  for  negligence  of 
connecting  line;  p.  106. 

Liability  nf  purchaser  under  Judicial  sale 
for  obligations  of  former  corporation:  p. 
1124. 

Liability  of  shipper  to  consignee  for  unrea- 
sonable freight  charge:  p.  284. 

Liability  of  telegraph  company  for  error  In 
transmitting  news:  p.  34. 


Liability  of  telegraph  company  for  negligence 
in  the  transmission  or  delivery  of  mes- 
sages; pp.  38,  5US.  1188,  1072. 

Liability  of  water  carrier;  p.  510. 

Limitation  of  actions  under  section  206A  of 
transportation  act;  p.  454. 

Limitation  of  liability;  agency  in  making 
contract  with  carrier;  p.  35. 

Limitation  of  liability  under  section  20  of  the 
Interstate  Commerce  Act;  p.  106. 

Live  stock  reports  to  department  of  agricul- 
ture at  stock  yards;  p.  1192. 

Loss  and  damage;  time  within  which  to  file 
suit;  p.  12S4. 

Loss  occurring  after  termination  of  liability 
as  carrier;  burden  of  proof  of  on  carrier; 
p.  1188. 

Loss  of  goods;  action  for;  delivery  to  carrier 
must  be  proved;  p.  333. 

Loss  or  damage  after  delivery  of  car  on  in- 
dustry track;  liability  of  carrier  for;  p. 
334. 

Lowest  combination  applicable  in  absence  of 
through  rate  over  given  route;  p.  1250. 

Meat  shipments;   rule  10;  f.   834. 

MIS,I, .livery;    liability   of  carrier;   p.   1438. 

Misquotation  of  rates;  liability  of  domestic 
carrier  by  water  for;  p.  958. 

Mlsroutlng;  carrier  liable  for  detour  account 
flood  or  embargoes;  p.  1437. 

Misroutlng;  carrier's  duty,  to  forward  via 
cheapest  available  route.  Includes  car;  p. 
1016. 

.Misroutlng;  rate  on  bill  of  lading  controls 
when  no  instructions  given;  p.  1437. 

.Misroutlng;  shipper  bound  by  routing  in- 
structions appearing  in  bill  of  lading;  p. 
104. 

Misrouting;   standard  vs.   differential   routes: 

I-. 

Misroutlng;  when  complete  routing  instruc- 
tions given;  pp.  664.  902.  1016. 

Mixed  C.  L.  andL.  C.  L.  shipments:  p.  1353. 

Mix.. I  carloads  under  Rule  10  of  Classifica- 
tion; p.  1184. 

Mixed  shipments;  articles  not  conforming  to 
packing  requirements  have  effect  of  raising 
the  rate  on  entire  shipment;  p.  604. 

Notice  of  arrival;  sufficiency  of;  pp.  502,  1188. 

Notice  of  claim;  filing  of:   p.  508. 

Notice  of  claim;    necessity  of  filing;    pp.    668, 

Notice  of  claim  on  shipment  of  coal;  p.  1124. 

Notice  of  claim;  shipper  must  flle;  p.  106. 

Notice  of  claims  to  connecting  carriers;  p. 
834. 

Notice  of  claim  where  goods  unlawfully  sold 
by  carrier;  p.  780. 

Notice  of  refused  or  unclaimed  foods;  suffi- 
ciency of;  p.  (16. 

Non  -fraudulent  misrepresenting  In  billing;  p. 
50*. 

Order-notify  shipments;  reconsignment  of;  p. 
1190. 

Overcharges  accruing  during  federal  con- 
trol Halms  for;  p.  1018. 

i  ivt-rchHrgi-s:  refund  of,  based  upon  estlmat- 
,•. ,  iKhis;  p.  232. 

r.rrentuges  of  class  rates:  rates  published  as 

not  specific  commodity  rates;  p.  958. 
. ity  charge  on  shipments  ordered  recon- 
I   to  embargoed   points;   p.   601. 

•  on  overflow  portion  of  car- 
load shipment  when  shipper  seals  cars  con- 
taining overflow:  p.  601. 

Rate  applicable  via  route  specified  by  ship- 
per In  bill  of  lading  must  be  assessed  re- 
gardless of  rate  shown  therein;  p.  1184. 

Rates;  application  of;  p.   506. 

Kates  dependent  on  actual  value  declared 
by  shipper;  p.  1353. 

Rates;    reasonableness  of:    p.    1182. 

Ratings  when  packages  do  not  classification 
specifications:  p.  332. 

Reasonable  rates;  duty  of  carrier  to  estab- 
lish: p.  1294. 

Receipt  In  bill  of  lading  as  to  condition  of 
goods:  effect  thereof:  p.  104. 

Reconslgnlng  Instructions;  proof  of  receipt 
by  carrier;  pp.  33.  234,  1289. 

Reconslgnlng;  no  duty  on  carrier  to  advise 
shipper  that  through  rate  not  applicable; 
p.  782. 

Reconsignment  after  placement;   p.  776. 

nslgnment:   cars  must   not  have  broken 
I. n  Ik:    i..    154. 

Reconsignment;  constitutes  through  ship- 
ment; p.  153. 

Reconsignment  of  order  notify  shipment;  pp. 
956.  1440. 

Reconn!gnment:  only  one  change  in  destina- 
tion permitted;  p.  284. 

Kccnnslgnment:  order-notify  shipments  and 
shipments  held  for  Inspection;  p.  1186. 

Reconsignment  rules;  cars  held  In  break-up 
yards  subject  to;  n.  836. 

Reconsignment   vs.    Reshlpment;    p.    154. 

Reeonsignment;  what  constitutes:  p.  34. 

Reduced    rates.    1922:   application   of;    p.    1291. 

Refund  of  express  charges:  p.  1354. 

Refund  of  overcharge  under  Sllge  Iron  Store 
case:  p.  558. 

Refused  or  unclaimed  freight:  duty  of  carrier 
to  notify  consignor  of:  pp.  35,  38. 

Released  ratal  ""  •  x press  shipments:  p.  1190 

Released  valuation;  neither  negligence  of 
carrier  nor  disproportion  between  actual 
and  fixed  value  Impair  validity  of  contract 
of  shipment:  n.  156. 

Released  valuation:  rates  dependent  on;  p 
1291. 

Rental  charges  for  use  of  refrigerator  or  In- 
sulated cnr;  p.  14.17. 
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Reparation;  action  to  enforce  awards  made 
liy  commission;  p.  154. 

Reparation  can  only  be  made  on  order  of 
Commission:  p.  1126. 

Reparation:  limitation  for  tiling  complaint 
with  Commission;  pp.  1188.  1290. 

Iteparatlon  on  Intrastate  shipments  moving 
ilnrinK  guaranty  period;  p.  838. 

Reparation  on  shipment!)  made  during  feder- 
al control;  p.  1188. 

Reparation;  subsequently  reduced  rut. •:  pp. 
153.  900.  956,  1290. 

Routing:  carrier  liable  for  mlsroute  In  not 
turning  shipment  over  to  Intermediate  car- 
rier when  lines  shown  In  bill  of  lading  form 
through  route;  p.  556. 

Routing;  carrier  not  liable  for  mlsroute  In 
not  forwarding  via  cheapest  route,  if  ship- 
pers routing  Instructions  ure  followed;  p. 
104. 

Routing,  carriers;  ratification  of  by  shipper 
by  signing  bill  of  lading;  p.  232. 

Routing;  conflict  between  bill  of  lading  and 
marks  on  packages;  pp.  454,  728. 

Routing;  conflict  between  express  receipt  and 
marks  on  package;  p.  333. 

Routing:  consignee  bound  by  shipper's  in- 
structions; p.  1353. 

Routing;  duty  of  carrier  to  forward  via 
cheapest  available  route;  p.  282. 

Routing;  rate  applicable  via  higher  rated 
route  must  be  paid  If  shipper  authorized 
forwarding  via  that  route;  p.  728. 

Routing:  rate  applicable  via  route  of  move- 
ment must  be  protected;  p.  331. 

Routing;  shipper  bound  by  instructions  in 
bill  of  lading:  p.  1291. 

Routing;  terminal  delivery  must  be  speci- 
fied if  desired;  p.  11«6. 

Rule  34  of  Consolidated  Classification;  appli- 
cation of;  p.  1354. 

Shipment  billed  to  one  party  in  care  of  an 
another;  p.  664. 

Shipper's  -load  and  count;  pp.  36.  331,  780, 
:•:.>;.  1074. 

.Shrinkage  of  grain;  deduction  for  in  adjust- 
ment of  claims  for  loss:  pp.  1182,  1354. 

Shrinkage  on  coal;  allowance  for;   p.    956. 

Size  of  car  desired;  shipper  must  specify;  p. 
956. 

Special  damages;  liability  of  carrier;  for  p. 
450. 

Stoppage  In  transit;  p.  900. 

Storage;  additional  free  time  for  disposition 
of  shipment  after  notice  to  consignee  of 
refused  or  unclaimed  shipment;  p.  154. 

Storage:  carrier  unable  to  deliver  has  right 
to  store  at  owner's  expense;  p.  558. 

Storage  charges  of  carrier;  reasonableness 
of  as  compared  with  those  of  public  storage 
company;  f.  333. 

Storage;  liability  of  consignee  for  in  case  of 
strike  which  prevented  delivery  of  goods; 
p.  50«. 

Storage  on  damaged  goods  held  by  consignee 
for  disposition  by  carrier;  p.  232. 

Switching;  Joint  use  of  terminals;  p.  836. 

Suits  against  Adams  Express  Co.;  p.   333. 

Suits  against  liability  of  connecting  carrier; 
p.  834. 

Suits:  time  within  which  to  file;  pp.  558.  1124. 

Tariff  interpretation;  alternative  rates  con- 
ditioned on  prepayment  or  guarantee  of 
freight  charges;  p.  508. 

Tariff  Interpretation;  application  of  Illinois 
distance  rates  to  Chicago  switching  dis- 
trict; p.  836. 

Tariff  interpretation;  application  of  mini- 
mum class  rates  to  articles  returned  for  re- 
pairs; p.  .13. 

Tariff  interpretation;  general  description  of 
commodities;  p.  1070. 

Tariff  interpretation;  Immediate  application; 
p.  331. 

Tariffs;  Interpretation  of;  p.  1182. 

Tax;  liability  for.  where  goods  sold  delivered 
and  freight  charges  assured  by  seller;  p. 
504. 

Tax  on  demurrage  charge;  p.  331. 

Tax  on  export  shipments;  pp.  33.  104. 

Tax  on  passenger  fares:  refund  of;  p.  35. 

Tax  on  shipments  arriving  at  destination 
prior  to  January  1,  1S22;  pp.  232,  282.  501, 

Tax    on    shipments    arriving    on    and    after 

Jan.    1.    1922;   p.   228. 

Tax  on  shipments  milled  In  transit;  p.  510. 
Tax;   refund   of:   p.    1354. 
Taxes  on  overcharges:  refund  of;  p.  1016. 
Time:  method  of  computing  on  cars  held  for 

surrender  of  order-notify  bill  of  lading;  p. 

Time  when  cause  of  action  accrues;   p.   B68. 

Title  of  goods  sold  F.  O.  B.  destination  re- 
mains In  seller  unless  terms  of  sale  clearly 
show  contrary  Intention;  p.  1018 

Tracer  n«  notice  of  claim:  p.  282. 

Tra«k  storage:  charge  on.  private  cars:  p. 
1 1 84. 

Two-for-one  rule:   application  of;    p.    1437 

I'nanthorlzed  delivery:    ratification   of;   p.   38. 

undercharge*:  collection  of:  p.  506 

UndgrchanrMi  time  within  which  carrier  mav 
collect;  p.  163. 

rnderrhargeii;  time  within  which  suit  mav 
be  n led;  pp.  230.  870.  728,  778.  780.  958, 
11  vu. 

as"'0*  covered   »*  charges  there- 
end  rewelghlng  carload  freight:  p. 


Weighing  and  rewelghlng;  estimated  weights 
vs.  destination  scale  weights;  p.  1355. 

Weighing  and  rewelghing;  testing  accuracy; 
p.  331. 

Weight;  actual  should  govern;  p.  230. 

Railroad  administration  law  department  criti- 
cized; p.  694;  money  for;  p.  896. 

Railway  Business  Association;  communication 
to  Labor  Board;  p.  701;  letter  to  President 
asking  postponement  of  rate  cuts;  p.  1103. 

Rates,  nigh;  effects  of  and  plans  and  sugges- 
tions for  reductions;  pp.  8,  76,  590,  702,  796, 
940,  1003,  1220. 

Recapture  provisions  of  transportation  act; 
administration  of,  etc.;  pp.  350,  638,  700,  838, 
992. 

Records;  length  of  time  for  preserving;  pp. 
844,  872. 

Reduced  rates,  1922:  Hardlng's  position  on;  pp. 
1089,  1103,  1149:  effect  of  reductions;  pp.  1161, 
1208;  attitude  of  state  commissions;  p.  1152; 
discussed  by  A.  B.  Johnson  and  others;  p. 
1163;  1203;  carriers  accept  decision;  pp.  1219. 
1275.  1277,  1367.  1446. 

Regional   labor    conferences;    pp.    122,    209.    248. 

Reparation;    pp.    108,    392,    865,    866,    986,    1370. 

Revenues  of  railroads;  November,  pp.  21,  184; 
and  eleven  months,  p.  77;  December,  pp.  272, 
342,  394;  December  and  1921,  p.  472;  Janu- 
ary, 1922,  and  year  1921,  pp.  604,  658;  Febru- 
ary, pp.  702,  784,  844;  and  two  months,  p. 
908:  March  and  three  months,  pp.  984,  1104; 
April,  p.  1207;  and  four  months,  pp.  1364, 
1410. 

Rivers  and   Harbors  Congress;   p.   337. 

Ryan.   E.    D. :    tracer  service;  p.    954. 

Ryan,  E.  P.,  use  of  old  bills  or  lading;  pp.  722, 
892. 

Roberts,  W.  B. ;  correction  as  to  petroleum;  p. 

*825. 
St.    Lawrence   waterway   project;    pp.    85,    211. 
339,    442.    444,    490,    705,    762,    821,    882.    1046, 
1224.    1314. 

Salt:    rates  on.  etc.;   p.   431,    660,   1064. 

Sand  and  gravel;  rates  on,  etc.;  pp.  88,  1118. 

Sanders,  B.  E. ;  for  commodity  reductions;  p. 
150. 

Sanders,  Representative  from  Indiana;  address 
to  Natl.  Assn.  of  Sand  and  Gravel  Produc- 
ers, New  Orleans,  Feb.  3;  p.  271. 

Sauer;  W.  C. :  tracer  service;  p.  825. 

Savings  reported  by  director  of  budget:  p.  1034. 

Schroeder,  J.  A.;  prompt  pavment  of  claims: 
p.  1114. 

Schultz.  W.  J.:  use  of  old  bills  of  lading;  pp. 
654,  953. 

Scott,  Bruce:  testimony  before  house  commit- 
tee; p.  1155. 

Scrivener,  B. :  misquotation  of  rates;  pp.  393. 
1167;  function  of  traffic  clubs;  p.  548. 

Securities,  railroad;  petitions  for  permission 
to  issue  and  action  thereon;  pp.  42,  48,  70, 
108,  120.  135,  136,  145,  168,  170,  172,  184,  192, 
204.  218,  228,  270,  275,  284,  294,  342,  344,  350, 
354.  3BO,  368,  370.  374,  385,  390,  402,  406,  464. 
466,  470,  495,  500,  516,  535,  562,  564,  568,  577, 
584,  608,  610,  620,  652,  654,  672,  674,  676,  689. 
708,  714,  732.  734,  766.  786.  792,  796,  798,  807, 
822,  846,  848.  852.  856.  8fi6.  887.  912.  922,  947, 
949.  950.  955.  968.  970,  98S,  1003,  1005,  1012, 
1014,  1022,  1032,  1048,  1056.  1076,  1096,  1102. 
1126,  1136,  1168,  1178,  1192,  1196.  1200.  1226, 
1229,  1242.  1246,  1248,  1254,  1271,  1284,  1287, 
12S8.  131fi.  1318.  1320.  1322.  1338.  1340,  1355, 
1366,  1374,  1378.  1392.  1413,  1415,  1428,  1430. 
1436.  1440.  1446. 

Shamel.  C.  W.:  defense  of  barge  line;  p.  149: 
barge  line  service;  p.  327. 

S-'heepskins:    rates    on,    etc.:    p.    544. 

Shenherd.  n.  R.:  simplification  of  tariffs;  p. 
653. 

Ship  performance;  p.  85. 
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Adequacy  of  American  shipping  service  to 
and  from  American  island  possessions;  p. 
273. 

Agency  agreements;  p.  142. 

Allocation  of  board   vessels;   pp.   593,   822. 

Claims  against  Shipping  Board;  pp.  85.  386. 
485.  645.  762.  882.  937.  1226. 

Conference  of  vessel  operators  and  cotton 
and  flour  shippers:  p.  211. 

Contrncts  of  railroads  with  steamship  com- 
panies; pp.  24.  85.  274.  440,  491,  554. 

Discrimination  by  Shipping  Board  charged 
by  H.  F.  Gittines;  p.  1422. 

Engineers  U.  S.  Board  of:  report  on  rivers 
and  harbors  to  Shioping  Board:  p.  642. 

Finances  of  Shipping  Board;  pp.  761.  937,  1108. 
1224,  1226. 

Fleet  Cornoration  legal  work:  p.  388:  Su- 
preme Court  rules  may  be  sued:  p.  999. 

Floating  drv  docks:  sale  of;  p.  274. 

Foreign  offices  of  Shipping  Board;  pp.  1162. 
1112. 

Inland  bureaus  of  Shipping  Board'  p.  1043. 

Jones  act  enforcement:  po.  387.  593.  643.  689. 
703.  759.  882.  938.  1033  1043,  1045,  1166,  1225. 
1316.  1356.  1426. 

Lasker  calls  anpropriation  "vote  of  confi- 
dence"; p.  211. 

T-evlnthan:    contrncts  for  repair:   p.   386 

Liquor    sale    on    Shipping    Board    vessels;    p. 

1  .1.1 (». 

Love  addresses  trade  club;   o    442 

Marine  insurance:   no.   338,  593,   645    999 

Marine  needs;   p.  790. 

Meat     traffic;    Shipnlng    Board's    attempt    to 

coerce:    nn.    761.    821.    882. 
Merchant  Marine  Association  meeting;  p.  406. 


Money  for  Shipping  Board;  pp.  86,  141,  210, 
339,  386,  552,  593,  704. 

Nationality    of   Crews;    p.    340. 

Ocean  tonnage  statistics;  pp.  704. 

Pacific   merchant   marine;   pp.    210,    337. 

Pacific   ports;   elimination  of;   pp.    1316,   1339. 

Payments  to  shipbuilders  for  cancellation  of 
contracts;  pp.  937,  938,  940. 

Plummer  discusses  shipping  problem;  pp.  143, 
1363. 

Renaming  of  Shipping  Board  vessels;  pp.  762, 
822  882 

Russian  grain,  ships  for:  pp.  83,  145,  274,  339. 

Sale  of  vessels,  etc.;  pp.  145,  211,  338,  388, 
440,  593,  643,  940,  1112. 

Shipbuilding    statistics;    pp.    340,    388,    1226. 

Shipbuilding  program   completed;   p.   1163. 

Shipping  Board  personals;  p.  337,  339.  387, 
388,  440,  940,  999,  1000.  1166,  1312.  1362. 

Subsidy  for  merchant  marine;  pp.  23,  24,  82, 
85,  86,  141,  145.  210.  337,  440,  482  (Lasker's 
analysis  of  subsidy  bill);  550.  552,  592,  642. 
703,  759,  822,  881,  932.  1042,  1182.  1110  (op- 
posed by  A.  F.  of  L.);  1223  (Natl.  Mer- 
chant Marine  Assn.  statement);  1223.  1310, 
1339,  1356,  1357,  1420,  1422. 

Subsidy  for  merchant  marine;  hearings  be- 
fore Joint  congressional  committee;  pp.  759, 
819,  879,  933,  997,  1042,  1108. 

Tacoma  terminal  rates;  investigation  of  by 
Shipping  Board;  p.  1108. 

Tonnage  of  American  vessels;  p.  273,  440,  939, 

United  Fruit  Co.'s  request  that  Clyde  Line 
be  taken  out  of  Columbia  trade  denied  by 
Shipping  Board;  p.  1044. 

Wages  and  salaries  of  Shipping  Board  em- 
ployes: pp.  272,  340.  643,  759,  882,  937,  1046, 
1314,  1423. 

Wages  of  stevedores:  p.  1110. 

Wooden  ships;  scrapping  of;  p.  24. 


SHIPPING    DECISIONS 

Alexon   vs.    Steward   et   al.    (Cal.);    p.    543. 

Anderson,  A.  O.,  &  Co.,  Inc.,  vs.  Susque- 
hanna  S.  S.  Co.,  Inc.  (Virginia):  p.  140. 

\nderson,  A.  O..  &  Co.,  Inc.,  vs.  Texas  Co. 
(Fed.  Ct.);  p.  1283. 

Atlantic  Fruit  Co.  vs.  Red  Cross  Line  (N. 
Y  ) ;  p.  325. 

Angelo  Toso,  the   (Fed.   Ct.);   p.  950. 

Barrett,   the  Mary  F.   (Fed.  Ct.);   p.   1419. 

Boston  Towboat  Co.  vs.  Darrow  Mann  Co.; 
Adams  et  al.  vs.  same  (Fed.  Ct.);  p.  543. 

Cavalliotis  vs.  75  Drums  of  Caustic  Soda  et 
al.;  Mehaffey  vs.  same  (Fed.  Ct.);  p.  II 

Charter  party  held  not  to  guarantee  capac- 
ity of  schooner;  the  Emily  S.  Malcolm; 
South  Seas  Import  &  Export  Co.  vs.  Mal- 
colm et  al.  (Fed.  Ct.);  p.  1223. 

Columbia  Overseas  Corp.  vs.  Banco  >.acional 
Ultra-Marino  (Sup.  Ct.);  p.  212. 

Dittmar  vs.  Sargeant  et  al.  (Fed.  Ct.);  p.  710. 

Dwane  vs.  Welle  (Sup.  Ct.);  p.  763 

French  Republic  vs.  Fahey  et  al.  (Md.);  p. 
1222 

Grace,'  W.  R.,  &  Co.  vs.  Ford  Motor  Co.  ot 
Canada,  Ltd..  et  al.  (Fed.  Ct.);  p.  1223. 

Hellig  Olav,   the   (New  York);   p.    450. 

Herm  vs.  Am.  Hawaiian  S.  S.  Co.   (Fed.  Ct.). 

Isfe  of  "Mull,  Isles  Steamshlpping  Co  vs. 
Gans  Steamship  Line  et  al.  (Fed.  Ct.) ;  p. 
949. 

Manhattan,   the   (Md.):  p.   543. 

Maryland  Trans.  Co.  vs.  Dempsey  et  al.  (Fed. 
Ct.);  p.  1284. 

Nathan  Kronman  &  Co.  vs.  Texas  Transport 
&  Terminal  Co.  (Sup.  Ct.);  p.  448. 

Poznan.  the  (New  York);   p.   448. 

Princess   Sophia   (Fed.   Ct.);   p.   949 

Regulations  for  the  protection  of  life  and 
property  apply  more  strongly  to  boat  where 
it  can  "be  inspected  every  day:  Hines  vs. 
Butler  et  al.  (Fed.  Ct.):  p.  1223. 

Rosemary,  the;  Talge  Mahogany  Co.  vs. 
Nicklas  et  al.  (Fed.  Ct.);  p.  818. 

St.  Paul,  the  (New  York):  p.  651. 

Shipment  under  clean  bill  imports  obliga- 
tion to  stow  under  deck;  the  Sarnia  (Bed. 
Ct.);  p.  1052. 

Societe  Anonyme  Des  Sucrerues  de  Saint 
Jean  vs.  Bull  Insular  Line  (Fed.  Ct.);  p. 
543. 

Trl-State  Packet  Co.  et  al.  vs.  G.  R.  Brick- 
ley  Merc.  Co.  (Ark.);  p.  275. 

Twohy.  the  John.  Cummins  et  al.  vs.  T.  M. 
Duche  &  Sons.  Ltd.  (Fed.  Ct.) ;  p.  1419. 

Vanderburg  vs.  D.  &  C.  Nav.  Co.  (Mich.);  p. 
651. 


Ship  tonnage;  American;  pp.  23,  997. 

Shoemaker.  R.  C. :  seals  on  freight  cars;  p. 
27:  solicitation  of  freight;  p.  220;  use  of  old 
bills  of  lading;  p.  765. 

Shurz,  J.  R.;  refund  of  war  tax;  p.  492. 

Simmons.  Ray;  percentage  reduction;  p.  220. 

Sisal;  rates  on,   etc.:  p.   610. 

Sixth  section  permissions;  pp.  746,  844. 

Sligo  case  argument;   p.   1380. 

Sloss.   J.   C. :    misquotation   of   rates;    p.    290. 

Smaltz,  C.  K. ;  color  scheme  for  waybills;  p. 
88. 

Soo  Canal  traffic;  p.  274. 

South  Atlantic  Ports  Traffic  Association 
formed;  p.  593. 

Southeastern  class  rates:  supplemental  order 
in  I.  and  S.  1303;  p.  388;  general  investiga- 
tion into  ordered:  pp.  433,  772,  1005,  1032: 
hearings  at  Atlantic;  pp.  1169,  1231,  1296. 
1347,  1413,  1415. 
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Southern    Pacific-Central    Pacific    consolidation 

plan:  pp.   i:««.   US*. 
Southern   Traffic   league;   plan   (or   revision   of 

transportation  act:   pp.  78.   734. 

I'aclflc's    proposal    to    reduce    rate* 

from  New  York,  via  Sunset  route  to  western 

dMtl»jatlnni  on  schedule  C  commodities;  pp. 

m.  <77.   11*6. 
Soutbport   MIIU  case:   application    (or   reargu- 

ment:  p.   124*. 
gpence.   Lewis  J.:   the  plight  of  the  railroads: 

rates:  control  over:  chances  In.,  etc.: 
pp.  44.  147.  471.  474.  548.  &7(.  «14.  (SI.  658. 
•».  «74.  MS.  (fO.  710  712.  754.  774.  SOS.  S2«. 
M4.  »U.  »8(.  1011.  101S.  1122.  11SS.  127*.  13(4. 
117«. 

Station   agents:    freight    station   section   of    A. 
•Meeting    In    Philadelphia:     pp.     104«. 
11M.   1M».    1411. 

••rson.  representative  (rom  Minnesota: 
hill  requiring  Information  on  (relfcht  rates:  p. 
147 

Steger.    Frank;    tracer   service:    p.    1004. 
Stern.    Edward;    unfair    motor    truck    competi- 
tion:  p.   1004. 

H      freight  overcharge  claim*; 
I'M. 

storacc  rules:  changes  In:  p.   10M. 
Slough.    Pale  P.;   state  and   Interstate   regula- 
tion:  p.    722. 

of  coal  miners:  plans  to  meet:  p.  272. 
•    of  railroad  workers:  plans  (or:  pp.  127:. 
IKS.    1411.    1411. 

T  :    national    traffic    Hub   organlxa- 
:.4S. 

Sues  Canal  traffic:  p.  7*2. 
Soar,    rates   on.    etc.:    pp.    M*.    SoO.    SI4.    «42. 

SUPREME   COURT.   U.   *..   DECISIONS. 

Ajtoria    Marine   Iron    Works   vs.    Emergency 
Fleet    Corp.    et    al..    and    Sloan    Shipyards 
et    al.    vs.    Emergency   Fleet  Corp.    et 
al  :  p.   »9S 

r  transportation  of.  h«U  not  lawful: 
Rainier  Brewing  Co.  vs.  Great  Northern 
Pacific  Steamship  Co.  and  Nor.  Par.  Ry.; 
p.  KM. 

Burton.   J.    E.    et    al.    vs.    Charles   F.    Clyne: 

packers  and  stock  yards  act  case:  p.   1001. 

I'hu-Kico  tt    N.    W    vs    c.    C    '.Vhltnick   Pro- 

:  damages  on  apple*:  p.   Hit. 
•in.  ntal  Insurance  Co    et  al.   vs.    Heading 
t    HI.,    and    Seward    Proaser   et   al.    v«. 
Reading  et  al. :  p    111*. 

I)«hn.    A    J  .   vs.    Director  General:   compen- 
sation  for   Injuries:   p.   SIT. 
Davis.    J.    C..    vs     John    W     Reynolds:    par- 
sons! Injuries:  p.  ST1. 

ise    Tax    held    Invalid:    Jame«    C.     Davis. 
;<-neral.    et   al.    vs.    Qeorge    Wal- 
lace et  al. :   p.  M. 

Fleet  Corporation  may  be  sued  without  con- 
sent. Sloan  Shipyards  Corp.  et  al.  vs 
Emergency  fleet  Corp.  et  al..  and  Astoria 
Marine  Iron  Works  vs.  Emergency  Fleet 

;    :   p.   999. 

>t    Northern  vs.   Merchants  Elevat.. 
21S. 

•••-    Hasor   Co.    vs.    Davis: 
orarl   denied:   p.   12M. 

Kansas   City.    Clay   County   A    St     Joseph   vs. 
Orler.    administrator:    Judgment     '"' 
death:   p.   871. 
l^mhert  Run  Coal  Co.  vs.   R.  *  o. :  car  dls- 

'16. 

Louisville    *    N.     vs.    IV    S  :     fares    of    coast 
guard  members:  p.  M7 
••iiirl.   Kansas  *  Texas  vs.   Piano  Milling 

Oregon -W.  R.  R.  ft  N.  Co.  v.     I     II     M 

damage  to  horses:   p.  IK. 
Psckers    and    stockyards    art    I.--I.I    constltii- 

t tonal:    p.    1001. 
Ranter    Brewing  Co.   vs.   Gl.    !  S.   8. 

Pac.  Ry.:  p.  IOM. 

ling    company    dissolution:    iliniri.-t    court 
decree  modifier:  Continental  Insiirn 
»t   al     vs.    Reading   Co    et    at.,   and    Reward 
Prosser    et    al.    vs.    Reading    Co     ft    al.:    p. 
1217 
Santa    Fe    Pacific    vs.    8ecreta->    of    Inr- 

•  ni   land  case:   p.    lilt. 
Service  letter  law  held  constitution™! 
I     *  P.    ItM. 

•  n   Shipyards  Corp.   et   a  I.    vs.    Kmergenry 
Corp..     and      Astoria      Marine      Iron 

\\ork*    V«      El'ieigincv     Kleel     Corp.;    p.    999. 

Southern  Pacific-Central  Pacific  anti-trust 
rase:  dissolution  of  relations  ord>  < 

Stafford.  T    K.  et  a  I.  vii.   Wallace  and  C 

l«ck.  r»  and  stockyards  act  case:  p 
Tariff    uniformity    ran  thont 

preliminary  resort  to  the 

•i  conditions  the  qu-  - 
,|    In    the  •  »t    North-  tu    \« 

hunts   Elevator  Co.:    p.    '- 
•is.     State    of.     vs.     Interstnte    COM,- 

:  mission:  No.  14:  p 

Wliiconsln  rase;  No.  IOC:  Railroad  Commis- 
sion of  Wisconsin  et  al.  vs.  C.  B  <  Q. :  p 


Tariffs:  simplification  o(:  pp.  808,  1012.  1060. 
Telephone  consolidation:  pp.  160.  352,   672.  1022, 

Tel.  phone   revenue:   pp.    160.  344.   602.   908,   970. 
11'.-,  I. 


twitching  at  Kast  At.   Ix>ul»:  p.  41S:  it  Bata- 
Boston:  p.  1174 

.Villlam:    misquotation  of  rates:   p.   22* 
IMMck.    A.    V.;    how    to   meet    truck    compel! - 

p     220. 

rank  cars:  p    1321. 
r»rlff  publishing  ngents,  list   of:    p    1111 


TENTATIVE   DECISIONS  OF   I.   C.  C. 

Aberdeen    Commercial    Club,    traffic    bureau 
vs.   Ahnapee  &   Western,   Director  General 
et  al. :  case  10316:  classes:  p.  190. 
Alpha    Portland    Cement   Co.    vs.    Pennsylva- 
nia: case  13329:   cement:   p.    1409. 
Aluminum  Co.  of  America  et  al.  vs.  Massena 
Terminal    Railroad    Co.    et   al.:    case    12848: 
divisions:   p.   191. 

American  Farm  Bureau  Federation  et  al. 
vs.  Aberdeen  &  Rockflsh  et  al. ;  case  12699; 
live  stock:  p.  1215. 

American  .Fibre  Package  Co.  division  Amer- 
ican Box  Board  Co.  vs.  Director  General. 
C.  *  N.  W.  et  al.:  case  12252:  silicate  of 
soda:  p.  1147. 

American  Fruit  and  Vegetable  Shippers'  As- 
sociation et  al.  vs.  Banner  ft  Aroostook  et 
al.;  case  12174:  potatoes;   p.   310. 
American   Hominy  Co.  vs.   Director  General: 

case  12792:  oats:  p.  69C. 

American   Lumber  &    Export  Co.   vs.    Direc- 
tor General  and  U  *  N.:  case  13512;  lum- 
ber:  p.   140). 
American    Mfg.     Co.     vs.     Director    General; 

case  1290>:  carload  shipments:  p.  764. 
American  Radiator  Co.  vs.  Director  General; 

case  130S9:  foundry  sand:  p.  104.0. 
American  Shipbuilding  Co.  et  al.  vs.  Direc- 
tor General.  B.  ft  O..  et  al.:  case  12479; 
also  Sub-No.  1.  Frank  A.  Scott  and  J.  O. 
Katon,  receivers  for  the  Standard  Parts 
I'D.  vs.  Director  General  et  al. :  lion  and 
steel  articles:  p.  813. 

American  Trading  Co.  vs.  Director  General; 
case  13012;  kangaroo  and  rabbit  skins;  p. 
114S. 

American  Woolen  Co.  vs.  Director  General 
and  Boston  ft  Maine:  case  11023:  fuel  oil: 
p.  MO. 

Anaconda    Copper     Mining    Co.     vs.     Director 
•al.    D.    ft    K.    G..    et    al.:    case    11124: 
coke:    p     1117 

Anaconda  Copper  Kenning  Co.  et  al.  vs.  Ann 
Arbor.  Director  General,  et  al. :  case  l":.L'i;. 
also  105*1.  American  Smelting  «t  Kenning 
Co.  et  al.  vs.  same;  smelter  product*:  t/ 
U*. 

Andrews    Hi  on.    et    al.    vs.    Akron.    Canton    ft 
Voungstown  et  al.:  case  1322* :  potatoes:  p. 
1407. 
Arlxona    Packing  Co.   vs.   Arizona   Eastern  et 

al.:  case  12975;  cattle  and  hogs:  p.  11(9. 
Armour    ft    Co.    vs.     l>ir..i..t     <:-u>-ial:     case 

11MS:  tin  cans:   p.    I 
Arlxona   Packing  Co.   vs.    Arlxona    Eastern  et 

al.:  case   1197>  k:   p.   63!». 

Arlxona    Packing    Co.    vs.     Director    General. 
Arlxona     Eastern:     case     11519:     swIU-hlnK 
charges:   p.   190. 
Armour    ft    Co.    vs.    Director    General:    caae 

13041:   canned   salmon:   p.    641. 
Armour    ft    Co.    vs.     Director    General:    case 

1.11".-,:   condensed   milk:    p.    1011. 
Armour  ft  Co.  v<    c.   R.  ft  Q..  Director  Gen- 
eral et  al.:  case  1J10S.  sheep  pelts:  p.   641. 
Armour  ft  Co.   vs.    i 

et  al.:  case  11400;  also  Sub.   No.    I.  J.   Hun 
gerfonl    Smith  ,     vs.    same; 

11COO     Wel«  -h   <;rHpe 

et    al. :    11481.    J.    Hungerfor.l    Smith    Grape 
Juice  Co.    vs.    A     T     A    S     I      .1    al.:    grape 
Juice;    n     12& 
Arthur.    E.     W..    vs.    Director    General:    case 

11114:   dried   beans:   p.   1148. 
Atrhtson  Board  of  Trade  et  al.  vs.  Atchlson. 
T    ft  H    F.  et  al.:  cn.-e  13(133:  wheat:  p   753. 
Vtlas  Portland  Cement  Co.  vs.  Director  Gen- 
eral:  case    12S71:   cem-nt:    •,     1270. 
Atwood-Crawford   ^n    .In-      v«     Main.     <Vn- 
tral  et  al.:  case  Hint: jmiU   wn.t.-.   i>    l"l» 
Ballard  ft  Mallard  •  ,-s.  Director  <  ;>-n- 

r-ase    1.1161:    grain:   j 

et  al.   vs.  Santa   Fe  et  al.: 
case  127<i>':   ITU  k.  etc. :  p.  581. 

Anphnlt    Paving  Co.    vs.    Lehigh   Val- 
case    12672:    ilemurtage:    i/.    73. 
Rarnsdall   Kenning  Co.   et  al.    vs.   A.  T.   ft   S. 
K    et  al. :  case  130.*>3:  sulphuric  acl'l 

•  nt    Chamber   of   Commerce   vs.    B.    S. 
I*   ft   W.   et   al.:  case  11746:  rice:   p.   1409. 
Ueaumont    Chamber   of   Commerce    VK.    M.    S. 
I*    ft    W.      Director    General,    et    al 
I  IMS:    rough    rice:   p.  695. 

i:.  iiiriM.rit  <  "number  of  Commerce  vs.  Direc- 
tor General.  Beaumont  Wharf  and  Termi- 
nal Co.  ct  al.:  case  12100:  switching 
charges:  p.  72. 

nonunion  I    Chamber  of  Commerce   vs.   Direc- 
tor   General.     Ixmislana     Western,     et     al.: 
case   1252.1:    coke;    p     309. 
Bell   ft   Zoller  Co.   et  al.   vs.    B.   A   O    S     u 
et  al.:  case  12363:   also  12399,   Vlgo   Minim- 
CD,  et  al.  vs.  P.  C.  C.  ft  St.  L.  et  al.:  coal 
car  distribution:   p.   126. 

Bernard.    Phillip..    Co.    vs.     I  •  I-n.-ral. 

C.    ft    N.    W..    et    al.:    case    12380:    watering 
fountain*:    p.   US. 

Ullrowe-Allovs   Co.    vs.    Director   General,   C. 
M.   ft  St.  C..  et  al.:  case  12758:  lime  rock: 
p.    191. 
Bllrowe-Alloys  Co.   vs.   Northern  Pacific:  case 

12931:   ferro  manganese;   p 

Birmingham  Commission  Co.  vs.  Director 
General:  case  13312:  hay:  p.  990. 


Bloom.  J.  F.,  &  Co.  vs.  Director  General. 
M.  &  W.  R.,  et  al.;  case  12556:  monu- 
ments; p.  931. 

Borden  Sales  Co.  vs.  Director  General;  case 
13018:  evaporated  milk;  p.  584. 

Boston  Wool  Trade  Assn.  vs.  Arizona  & 
New  Mexico  et  al.;  case  13272;  wool;  p. 
582. 

Boston  Wool  Trade  Association  vs.  Director 
c.-neral:  case  13318:  wool  and  mohair;  p. 
1039. 

Boston  Woven  Hose  &  Rubber  Co.  vs.  N. 
Y.  N.  H.  &  H.,  Director  General,  et  al.: 
case  12990:  rubber  shoddy:  p.  471. 

Bradford  Rig  &  Keel  Co.  vs.  Director  Gen- 
eral: case  12228;  rig  iron  outfits:  p.  1095. 

Brooks-Scanlon  Lumber  Co.  et  „!.  vs.  Direc- 
tor General,  Ann  Arbor,  et  al. :  case  12246: 
lumber:  p.  1039. 

Buckeye  Cotton  Oil  Co.  vs.  Director  Gen- 
eral. R.  O.  L..  et  al. ;  case  12785:  cotton- 
seed: p.  1JO. 

Bunker  Coal.  In  the  matter  of  rates  on;  case 
13421:  p.  1269. 

Cado  Police  Jury.  Parish  of.  Louisiana,  vs. 
Si  1,  S.  W.  et  al.:  case  12005;  gravel:  p. 
930. 

California  and  Hawaiian  Sugar  Refining 
Corp.  et  al.  vs.  A.  T.  ft  S.  F.  et  al. ;  case 
12807:  sugar;  p.  989. 

California  Cotton  Mills  Co.  v.<.  Southern  et 
al.:  case  13056:  twine  and  sweepings:  p. 
1345. 

California  Grain  Co.  vs.  Director  General; 
case  12802:  rice:  p.  1039. 

Canby  Milling  Co.  vs.  C.  St.  P.  M  &  O., 
Director  General,  et  al.;  case  12344;  wheat: 
|..  696. 

Carnation  Milk  Products  Co.  vs.  Director 
General.  A.  T.  &  S.  F.  et  al.:  case  12507: 
paper  labels:  p.  584. 

Carnation  Milk  Products  Co.  vs.  Director 
General.  C.  M.  &  St.  I'  .  ase  12956:  (uel 
wood:  p.  191. 

Case.  M  I-:..  I'oal  Co.  et  al.  vs.  C.  B.  &  Q. 
et  al.:  case  13991;  coal:  p.  931. 

Cayuga  Operating  Co..  Inc.,  vs.  Director 
'i'-neral:  case  13036:  cement:  p.  1269. 

' '•  ment  rates  from  Sugar  Creek.  Mo.,  to 
Kansas  City.  Mo.;  case  12911:  cement;  p. 

Centennial     Mill     I'o.     vs.     Director     General 
u     K.  R.  ft  N.  Co.;  case  13399:  pan- 
cake flour:  p.   1408. 

< '•  rnent  rates.  West. 'in;  case  8182;  also  11829. 
Nebraska  rates,  fares  and  charges;  ce- 
ment: p.  5S4. 

ivntral    Wl.x.    Supply   Co.   vs.    C.   C.   C.   ft   St. 
al.:  case  11787:  II r  shingles:  p.  696. 

Chapm-Sacks  Corp.  -vs.  A.  C.  L.:  case  12707: 
milk:  p.  990. 

Chestnut!  Lumber  Co.  vs.  Director  General: 
case  12921:  lumber;  p.  582. 

MI|.  t     M.itor    Co.    of    Cal.    vs.     Director 
era),    <•     K.    I.    ft    P.    et  al.;    case    13129: 
gear  frames:    p.    1147. 

•olet     Motor    Co.    of    Cal.    vs.    Michigan 
.iral.      Director     General,     et     al. ;     case 
12501;    Iron    wrenches;    p.    751. 

< 'lii-viol.  t  Motor  Co.  of  New  Voik  vs.  Direc- 
tor-General, Grand  Trunk  Western,  et  al. : 
case  12500:  tire  carriers;  p.  581. 

( 'li.-vrolet    Motor    Co.    of    N.    Y.    vs.    Director 
neral.  Grand  Trunk  Western  et  al.;  caae 
•i  rlers;   p.   1093. 

Chicago.  I^ike  Shore  &  South  Bend  vs.  Illi- 
nois Central:  case  12841:  coal:  p.  1147. 

Chlrls.    Antolne.    Co.    vs.     Director    'ieneml: 
s..     Prnc.,    et   al.,    case    13031;    camphor   oil: 
'30. 

riark.  N..  ft  Sons  vs.  Director  General;  case 
13156:  sewer  pipe,  etc.;  p.  584. 

Clay.    K    B..    Grain    Co.    ct    al.    vs.    A.    T.    & 
S     P.    I  ill.-. 'tor  General,   et  nl.:   caw    12639: 
;.ort   grain:   p.    1094. 

Clear  Cedar  Shingle  Co.  vs.  Director  (i.-n- 
eral,  O.-W.  R.  K.  ft  X.  Co.;  CMC  KI062: 
saw  logs:  p.  73. 

.  'I.  velnnd  Hullders1  Supply  &  Brick  Co.  vs. 
Pennsylvania:  case  13163:  cement:  p.  1346. 

Colorado  Culvert  &  Flume  Co.  vs.  Santa  Fe 
et  al.:  case  13420:  culvert  pipe:  p.  1344. 

Companl  de  Real  del  Monte  y  Pachuca  vs. 
Director  General;  case  13191:  sodium  cya- 
nide; p.  876. 

Compagnlc  Auxillare  de  Chemlns  de  K.-i 
Brazil  vs.  D.  L.  ft  W.,  Director  Genenil. 
et  al. ;  case  12876;  Iron  work:  p.  754. 

Consolidated  press  association  vs.  Western 
Union:  case  12159;  press  message:  p.  71. 

Continental  Gin  Co.  vs.  Director  General: 
case  12974;  also  13076,  Lummus  Cotton  Co. 
vs.  same:  cotton  packers:  p.  930. 

Corotto,  John  R.,  vs.  Director  General;  case 
12927:  returned  wooden  boxes;  p.  641. 

Cramp.  Wm.,  ft  Sons  Ship  and  Knglne  Build- 
Ing  Co.  vs.  Director  General;  case  12!>ni: 
coal:  p.  581. 

Cramp.  Win.,  &  Sons  Ship  &  Engine  Co.  vs. 
Director  General;  case  13311:  structural 
steel;  p.  1147. 

Crookston  Gas  Co.  et  al.  vs.  at.  Northern: 
case  13106;  coke;  p.  990. 

Daisy  Mfg.  Co.  vs.  Alabama  &  Vlcksburg  et 
al. :  case  12739:  air  guns;  p.  754. 

Davlson  &  Namack  Foundry  Co.  vs.  Penn- 
sylvania, Director  General,  et  al. ;  CM*.- 
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et  al.:  case  124(0;  mixed  cars  of  live  slock; 
p.  71.. 

Omaha  Lumber  A  Coal  Co.  et  al.  vs.  Direc- 
tor General;  case  11198;  coal:  p.  (41. 

Orange  Rice  Milling  Co.  vs.  Director  Gen- 
eral. Louisiana  Western  et  al.;  case  11220; 
also  114(4.  Beaumont  Chamber  of  Com- 
merce vs.  same;  rough  rice;  p.  811. 

Oral  Engineering  A  Machine  Co.  vs.  Mobile 
A  Ohio  et  al.;  case  11214:  coke:  p.  (41. 

O-So-Ezy  Prod.  Co.  et  aL  vs  Director  Gen- 
eraL  Ann  Arbor  et  al.;  case  11697;  polish 
and  mops:  p.  1270. 

O-So-Exy  Prod.  Co.  et  al.  vs.  Director  Gen- 
eral. Abilene  A  Southern,  et  al.:  case  12(24: 
polish  and  mops;  p.  1170. 

Pacific  Grain  Co.  vs.  Director  General  and 
R.  R.  A  N.  Co.:  case  ll»4:  free 
time  on  exports:  p.  »30. 

Palmer.   8.   G..   Co.   vs.    Director  General,    N. 

•  -..  et  al.:  case  11119;  p.  87(. 
Parkersburg  Rig  A  Reel  Co.  vs.  B.    O.  8.  W. 

et    aL:    case    13323:    drilling    machines:    p. 
1J4(. 

Parkersburg    Rig    A    Reel    Co.    vs.    Director 
•al.   A.  T.   A   S.   F..  et  al.:  caae   12437; 
tank  material:  p.   1407. 

Parkeraburg  Rig  A  Reel  Co  vs.  Missouri. 
Kansas  A  Texas  et  al.:  caae  111X8:  wooden 
tank  parts  and  fittings:  p.  71. 

Parkersburg  Rig  A  Reel  Co.  vs.  M.  K.  A  T. 
of  Texas:  case  1312«;  tanks:  p.  134t. 

Paxton  A  Gallagher  Co.  et  al.  rs.  Director 
General.  C.  B.  A  Q..  et  al.:  caae  12(8(: 
bicarbonate  of  soda:  p.  1345 

Perry   County   Coal   Corp.    et   al.    vs.    1 
Louis  Suburban  et  al.;  case  1X711;  coal;  p: 
682. 

Phillips.  P.  R..  A  Sons  Co.  rs.  B.  A  A.; 
casel3186;  steel  bluets:  p.  131. 

•IT  Lumber  Co.  et  aL  vs.  Director  Gen- 
eral. Northern  Pacific,  et  al. :  case  13*11: 
lumber;  p.  71. 

Pittsburgh  Steel  Co.  vs.  Director  General. 
Pennsylvania,  et  aL:  case  llMi:  billets, 
p.  71. 

Arthur  Chamber  of  Commerce  and 
Shipping  vs.  Texarkana  and  Ft.  Smith  el 
al.:  case  HISS:  switching:  p.  16. 

•  :iler  Coal  Co.  vs.  Director  General  and 
Union  Pac.;  case  13153:  water;  p.  931. 

Procter  A  Gamble  Co.  vs.  Director  General. 
A.  A  W  r  et  si.:  case  13434:  cotton- 
seed oil:  case  1143k 

lining  Co.    vs.   G.   C.    A    > 
Director  General,   et   al.;  case  11354:  gaso- 
line:  p.  764. 

Puget     Hound    A    Cascade    Railway    C.. 

General.    Grrat    Northern,    et   al.: 
ease    10*4(:    lumber  divisions:    i>.    »i». 

vs.     Director    General:     caae 
12172:  motor  benaol:  p.  310. 

•Quaker  Oats  Co.  vs.  Director  General.  Cana- 
dian National,  et  al.:  caw  1297S:  oatmral: 

Hex   Metal  Works   vs     Director   General.    N. 
t  al.:  cue  1XXM:  scrap  lead:  p    1270. 
Rochond  Co.  vs.    L.  A   N..    Director  General, 
et  al.:  ease  13*71:  crnstiMi  ston-     r    »n 

•  ling'*.    John    A..    8ons   <'• 
M<1     et    al. ;    case    11*51:    »l«o 

same  vs.  P.  A  R.  et  al. ;  fluxing  limestone ; 

Roxana  Petroleum  Corp.  vs.  I 

et   al.:  case  12722:   petroleum:   p.   310. 
Roxana    Petrol' 

eral  et  al.:  case  1XMX:   l<i-\  oil:  p.  10*. 

rector    General: 
•     il  :    cane    13162: 

n.vlvama;     ce.se 


Co.  vs.  Director  General 
case    13146:    maun* »ium 

lesale  Dalrv   pro ! 


S.\lk.-n     Coal    C( 

1131*:    r. 
«alt   I-ik.    • 

and 

^^^^^•kco  W 
soctatlon  vs.  A 

,  .  ,     pro 

flan     Luis     Valley     Federation     Chamber     of 
fierce   and    Kom»t>   Stores   Co.    vs.   Di 

rector    General.     Denver     A     ! 

Western,   et   al.:   ca»-    13267:    commodities; 

p.    10M. 
Schlleper.    Norman    H..    vs.    So.    Pao.    et    al. : 

case    12M5:   stoneware:    p.   MO. 
Schuette.   William.   Co.    v*     Director  General 

,r.|      \    •     I. 

1271. 

I..    A  Co..  Inc..  vs.   Director  Oen- 
2h     Valley.     ••:    al. :     cin-3     13246 


p.    471. 
Semet-Solva 


•rector  General;  case 


f   ' 

nera  Finer  ''a    vs    f>i  '  : 

i».anl:    r».   581. 

lira    Hand    Pluduc»is    Trnlli,      \--n     v«     <• 
II     *  'ieneral.    et    al.;    case 

124(5;   sand;   p.    1*0. 


Simmons.    T.    W.,    &    Co.    vs.    Director    Gen- 
eral; case  11767;   potato  starch:   p.   1117. 
Skinner    Mfg.    Co.    vs.    Director   General.    C. 
B.    A   Q.,    et   al. ;    case   12494;    macaroni;    p. 
126. 
Sligo   Furnace   Co.    vs.    C.    &    N.    W.    et   al.: 

case  12919:  iron  ore:  p.   932. 
Sloss- Sheffield  Steel  &  Iron  Co.  vs.   Director 

General:   case  13092:  coal;   p.  471. 
Smith.    F.    S.,    &   Son   vs.    Director   General, 
B.  S.  L  A  W..  et  aL;  case  12493:   istle;   p. 
695. 
Somers.  Henry  W..  vs.  N.  Y.  O.  &  W.  et  al.: 

case  13024;   coal:   p.  S14. 

South    Dakota.    Board   of   Railroad    Commis- 
sioners of,  vs.  Ahnapee  A  Western  et  al. : 
case  12026;  class  rates;  p.  1039. 
Southern  Manganese  Corp.  vs.  Director  Gen- 
eral: case  13101;  slag;  p.  (40. 
Southern  Ohio  Power  Co.   vs.   Director  Gen- 
eral and  Hocking  Valley;  case  12803;  coal: 
p.  5S4. 

Southern  Pine  Assn.  et  al.  vs.  Director  Gen- 
eral. A.  G.  S..  et  al. ;  case  12570;  export 
lumber;  p.  126. 

Spaldlng.    C.    K.     Logging    Co.    vs.    Director 
r.il.     Southern     Pacific,     et     al. :     case 
13121:  nr  piling;  p.  (96. 
Spencer  Kellog  A  Sons.  Inc..  vs.  D.  L  A  W. 

et  aL;  case  13229;  flaxseed:  p.   1408. 
Spencer    Kellogg   A   Sons.    Inc.,    vs.    Director 

General:  case  13282:  copra:  p.  1409. 
Spencer   Kellogg  A   Sons,    Inc..    vs.    Director 
General,   N.  T.  C..  et  al. :  case  13335;  pea- 
nut and  soya  bean  oil:  p.  1409. 
Spinnler  A  Co.   vs.    Director  General,   O.    H. 

A  8.  A.,  et  aL;  case  12574:  cotton:  p.  73. 
Standard    Brick   Co.    vs.   G.    F.    A    A.    et    al.: 
case   13187:  also  Sub.   No.    1.   Oconee    Hi  i.  k 
A   Tile   Co.    vs.    Central   of  Georgia  et  al. : 
building   blocks:   p.    1148. 

Standard  Kxport   Lumber  Co.   vs.  Alabama  & 
Vlcksburg    et    al.;    case    13502;    lumber;    p. 
.    1345. 

Standard  Oil  Co.  vs.  Director  General.  Ak- 
ron, Canton  A  Youngstown,  et  al.;  case 
110M;  gasoline:  p.  310. 

Standard  Oil  Co.  (California)  vs.  Amndor 
Traction  Co.  et  al.:  case  128*0;  pet.  and 
pet.  products:  p.  10*. 

Standard  Oil  Co.  (New  Jersey)  et  al.  vs. 
Director  General:  case  12813:  crude  petro- 
leum oil:  p.  126. 

Standard    Paint  Co.  et  al.   vs.    A.   A    V      |,. 
rector  General,   et  al.:  case   11203:   roofing: 
p.   763. 
Standard  Underground  Cable  Co.  vs.   Lehigh 

Valley;  case  13754);  demurrage;   p.   16. 
Starbeck.  F.   L.  vs.    Director  General,    r    H 

A  Q.  et  al.:  case  12273:  coal:  p.   PJ|. 
Steel    A    Tube  Co.    of   America   vs.    Director 
General.   C.    A    N.    W..    et   al.:    case    13203: 
mine  props:  p.  1346. 

Stone-Fisher  Co.  vs.  Director  General  and 
C.  II.  A  St.  P.:  case  13344;  two-for-one 
rule:  p.  1X4*. 

Strawberries:    transportation    by    express    In 
carload   lots;   case    12891:    also   12*81.   Rail- 
road   Commissioners   of    Fin.    vs.    Am.    Ky. 
Kx.    Co.:    strawberries:   p.   911. 
Sugg.  J.  D.,  and  B.  F.  Johnson,  vs.  C.  R.   I. 
A  P.  et  at:  case,  12115;  stock  cattle:  p.  641 
Sunderland    Brothers   Co.   vs.   C.    B.    A    Q.    •  I 

at.:  case  12738:   brick:   p.    1096. 
Swift   A   Co.  vs.    Director  General,    S     r.    -i 

al.:   case   11012:    frozen   meat:   p.    1 
Tampa  Gas  Co.    vs.   Interstate   R.    R.    et  al. : 

case  127(9:  coke:   p.   15. 

Terre   Haute.   Indianapolis  A    Kastern   Trac- 
tion  Co.   et   al.   vs.   Director  General:   case 
13*01:   swIi.hniK  charger:    •.     !")•• 
Texas,    state    highway    department,    vs.    Di- 
rector General.   C.    A    N.    W  .    .  I    al.:    case 
11*64 ;   motor  chassis:   p.    ' 
Texas,    state    highway    department,    vs.    Di- 
r   General.    C.    A    N.    W..    et   al.;   case 
12t»8:  automobiles:  p.  683. 
Texax  • .-    Uiraeear  General.  C.   R. 

I.  A   P..  et  al.:  case  124M*-4lbke;  p.   191. 
Tide  Water  Oil  Co.   vs.  fMnctbr  General.  C. 
R.   R.  of  N.  J.,  et  at.:  case  10704:  switch- 
In^;    p.    534. 

Todd   Dry   Dock   A   Construction  Corp..   suc- 
cessor to  Seattle  Construction  &  Dry  Dock 
vs.  C.  M.  A  St.  P.  et  al.;  case  13225: 
A       St. -el   plates:   p.   990. 

•  Transcontinental    cases   of   1922:    fourth    sec- 
tion    applications     345.     349,     11940,     11957. 
11985.     12012.      12017.      12018.     120(3.     12094, 
1^118:   p.   873. 
Tullll     Brothers'    Pig    Iron    A    Coke    Co.    vs. 
Director  General:  case  131(5:  coke;  p.  1148. 
Turner    Supply     Co.     vs.     Director    General; 

case   13125:   sawmill    machinery:   p.    640. 
I'nion    Cypress    Co.    vs.    F.    K.    C..    Director 
General,  et  al.;  case  11132;  lumber;  p.  1408. 
I'nion   Sulphur  Co.    vs.   Ahnapee   A  Western 

et  al.:  case  12773:  crude  sulphur;  p.  190. 
l'nite<l   Iron  Works  Co.  vs.   Director  General. 
A.  T.  A  S.  F.,  et  al.;  case  10771;  Iron  pipe 
fittings:   p.    252. 

I'nlted  states  of  America  vs.  Director  Gen- 
eral. R.  A  O..  et  al.:  case  12497;  elans 
rates:  p.  1094. 

I'nlted   States   Nickel   Co.   vs.    Director  Gen- 
eral and   Raritan   River  Railroad  Co.;   case 
12885:    nickel   matte:    p.    1041. 
Valle  A  Siletx  R.illroad  Co.  vs.  So.  Pac.;  case 

nil*;    I/-T    <ll-m;    p.    912. 

Vim   .Motor  Truck  Co.   vs.  Director  General 
13179;  auto,  trucks;  p.  931. 


Warner,   W.   H.,   &  Co.   vs.  Director  General, 

r.  &  L.  E.;  case  12928;  coal;  p.  73. 
Warren  Oil  Co.   of  Pennsylvania,  H.   A.   Ix>- 

?an,    receiver,    vs.    Director   General;    case 
3209;  crude  petroleum;  p.  471. 

Wayne  Coal  Co.  vs.  Director  General,  Pitts- 
burgh &  W.  Va.;  case  12529;  also  Sub.  No. 
1.  same  vs.  P.  &  W.  Va.;  car  service;  p. 
S14. 

Webb-Sumner  Oil  Mill  vs.  Director  General, 
C.  R.  I.  &  P..  et  al.;  case  13037;  cotton- 
seed: p.  931. 

Weirton  Steel  Co.  vs.  Monongahela  et  al. ; 
case  13005:  coke;  p.  471. 

West  Coast  Lumberman's  Association  et  al 
vs.  Director  General,  S.  P.,  et  al.;  case 
13199:  box  shocks;  p.  1341. 

Wi  stern  Cartridge  Co.  vs.  Director  General, 
Big  Four,  et  al. :  case  13195;  brass;  p.  931. 

West  Virginia  Pulp  &  Paper  Co.  vs.  Direc- 
tor General:  case  13188;  sulphate  of  alu- 
mina: p.  1096. 

White  Pine  Assn.   of  the  Tonawandas  et  al. 

vs.  Director  General,  N.  Y.  C.,  et  al  ;  case 
12459;  lumber;  p.  1093. 

Wichita  Board  of  Commerce  et  al.  vs.  A.  T. 
A  8.  F.  et  al.:  case  12326;  non-alcoholic 
cereal  beverages;  p.  310. 

Wichita  Board  of  Commerce  vs.  A.  T  &  S 
F.  et  al. ;  case  13182;  cotton  piece  goods; 
p.  640. 

Wichita  Motors  Co.  vs.  Alabama  &  Vicks- 
burg  et  al. ;  case  13020;  motor  trucks;  p. 
1215. 

Wilc-kes.  Martin  &  Wilckes  Co.  vs.  Director 
General,  B.  &  O..  et  al.;  case  12871;  phos- 
phate of  lime;  p.  73. 

Willamette  Iron  and  Steel  Works,  et  al.  vs. 
Director  General.  B.  A  O.,  et  al. ;  case 
1242S:  steel  plates;  p.  72. 

Willamette  Valley  Lumbermen's  Associa- 
tion ft  al.  vs.  Southern  Pacific  et  al;  case 
12914;  lumber  and  forest  products;  p.  310. 

Williamson   Halsel]   Frazier  Co.   vs.   Director 
il:   i-ase   12377;   canned   fruit;   p.   1040. 

Wilson  &  Co..  Inc.,  vs.  Director  General; 
case  13200;  sugar;  p.  931. 

Wilson  A  Co.,  Inc.,  of  Okla.  et  al.  vs.  Direc- 
tor General  et  al.:  case  12068:  also  No 
130(7,  Same  vs.  Director  General,  as 
agent,  Atchlson.  Topeka  &  Santa  Fe:  No. 
12127,  Swift  &  Company  vs.  St.  Louis  A 
San  Francisco:  Director  General,  as  agent, 
et  al.;  No.  12271,  Morton  Gregson  Com- 
pany et  al.  v*.  Director  General;  as  agent, 
Atchison,  Topeka  *  Santa  Fe,  et  al.;  No. 
12175,  Morris  A  Company  vs.  Director 
General  as  agent.  Atchtson,  Topeka  & 
Santa  Fe.  et  al.;  No.  12193.  Armour  A 
Company  vs.  Missouri,  Kansas  &  Texas, 
Erector  General,  as  agent,  et  al.;  No. 
2281.  Wilson  A  Company,  Incorporated,  of 
Oklahoma,  et  al.  vs.  Director  General  as 
agent.  Chicago,  Rock  Island  &  Pacific,  et 
al.:  No.  12301.  Albert  Lea  Packing  Com- 
pany, Incorporated,  et  al.  vs.  Director 
il.  as  agent:  No.  12398.  Armour  A 
Company,  et  al.  vs.  Atchlson.  Topeka  A 
Santa  I  T  General,  as  agent  et 

al.;  N..  n.T.1.,,  Swift  A  Company  vs.  Kan- 
sas «'it>  Terminal.  Director  General  as 
agent,  ct  al.:  and  No.  12646.  Same  vs. 
Atchlson,  Topeka  A  Santa  Fe,  et  al.; 
meats,  packing  house  products  and  live 
hogs;  p.  12711. 

Wilson  A  Co..  Inc.,  of  Oklahoma,  vs.  Direc- 
tor General;  case  13178;  meat;  p.  990. 

Wilson  &  Co..  Inc..  vs.  Director  General; 
case  13201;  salted  meats;  p.  1040. 

Wisconsin  Dairy  Prod.  Co.  vs.  Director  Gen- 
eral;  case  13148;  milk;  p.  1345. 

Wisconsin  Traffic  Assn.  vs.  A.  C.  A  H  B 
et  al.;  case  12986;  paper:  p.  931. 

Wyoming  Sugar  Co.  vs.  C.  B.  A  Q.;  case 
13021:  molasses;  p.  73. 

Zelnlcker.  Walter  A.,  Supply  Co.  vs.  Illinois 
Central.  Director  General,  et  al. :  case 
12594;  locomotive;  p.  990. 

Zorn.  8.,  Co.  vs.  Director  General:  case 
1S234;  oats:  p.  640. 


Thefts   from   freight  and  express  cars;   p.   664. 
Thompson.  Lloyd  P.;  good  railroad  service;   p. 

Thome.  Clifford:  asks  more  regulation-  p  499- 
candidacy  for  Senate;  pp.  848,  861,  864. 

Time  zone,   standard.   Investigation:   p     1180 

Traffic;    movement    of,   etc.;    pp.    164,    659,    702. 

Traffic    clubs;    list    of;    p.    1442. 

Traffic  department:   value  of;   p.   1280. 
Wr.Mfflc  lessons;  course  by  Orover  <:.   Mnebner,  t 
Ph.D.;  pp.  17.   137.  278.  382,   487.  695,  707.  827, 
950.    1047.    1159.    1285,    1429. 

Train  Control  devices,  power  brakes,  etc.;  pp. 
98.  402,  491.  528.  661,  676,  700.  815,  13SO. 

Transcontinental  Freight  Bureau  investiga- 
tion; pp.  292.  352,  1410. 

Transcontinental  rates:  pp.  705.  873;  argu- 
ments on;  p.  1225.  (See  Southern  Pacific  re- 
ilnrtlons.) 

Transportation  Institute;  proposal  to  estab- 
lish: pp.  12(56.  1337.  1444. 

Transportation    tax;    pp.    417.    720,    1248. 

Trans-shipping   rates;    p.    1010. 

Trnubel.   W    s. :  good  railroad  service;  p.   88. 

Travis,  C.  J.;  good  railroad  service;  p.  151. 

Trucks,    motor;    pp.    120.   148. 

Van  Dusen.  Dana;  stock  yards  company  Ini- 
Itlal  carrier;  p.  1167. 
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Viiluiiiii.ii   li-cinlntlnn.  reports,  etc.:  pp.  74,   191. 

203.    292.    304.   354.    388.    402.    431.    43G.    454.    564. 

378    SSI.    649.    «94.    876.    1156.    1192.    1214.    1276. 

1337. 
Vegetable*,  rates  on,  etc.;  see  fruits  and  vege- 

tnhles. 

Virginia  cities  rates:   tariffs  suspended ;  p.   162. 
Wa»ce    hearing    before    Railroad    I-«bor    Board: 

PP.   541.   591.   647.    699,    755.   815.   885.   960.    996. 

!"'M;     iliTlttlon    as    to    maintenance    and    shop 

laborers:  p.  1217;  shop  crafts;  p.  1213:  clerks 

and    mtoCMfelMOtM    rl.-is.ies   pp.    1365.    1411. 


W;IK.-  stiitlstlcs;  pp.  122,  323,  591,  784.  966, 
1056.  1366. 

WiiKi's  mid  working  rules;  pp.  77,  208,  318.  384. 
435.  436,  512,  634,  700.  816.  960,  1056.  1272. 
1273.  1365,  1411.  1446.  See  also  Labor  Board. 

Wafres  of  I.  C.  C.  employes;  pp.   138.  272,  304. 

Wages    of   ship    employes;    pp.    85,    210. 

\Viillnce,  Henry  C.,  address  before  Philadel- 
phia Traffic  Club;  p.  66:  before  Academy  of 
Political  Science.  New  York;  p.  984. 

Wall   board:  rates  on.  etc.;  p.   649. 


Warehouse  practices;  standardization  of:  p. 
1176. 

W.-itcrways;  use  and  development  of;  pp.  63. 
86,  705,  939.  1112,  1378.  (See  St.  Lawrenr.- 
waterway.) 

Williams.  E.  L. ;  express  company  service;  pp. 
150,  722. 

Williams.  H.  C..  payment  of  claims  by  rail- 
road administration;  p.  953. 

Williams.  J.  L.;  demurrage  on  private  tank 
cars;  pp.  492,  766. 

Wilson,  G.  T.;  simplification  of  tariffs;  p.  1004. 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THE  "RF.ASONABLENESS"  OF  RATES  ! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as: 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

Special  Service  Department 
505  Colorado  Building  Washington,  D.  C. 
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Daily  Traffic  World 

and 

Traffic  Bulletin 

Contains  daily  all  the  information 
published  later  in  the  weekly 

Traffic  World 

and  in  the  weekly 

Traffic  Bulletin 

A  subscription  also  includes  a  valuable 

SERVICE  FROM  WASHINGTON 

that  makes  the  price  seem  trifling. 

Write  for  Particular, 

THE  TRAFFIC  SERVICE  CORPORATION 


TH, 


418  S.   M.rk.t  Strwt.  Chicago 


"Analytic"  Work 


Incident  to  Rate  Adjustments  and  the 
preparation  of  Reparation  Claims,  ana- 
lytic work  can  be  successfully  handled 
only  by  competent  Traffic  Experts,  who 
are,  at  the  same  time,  expert  rate  men. 
Our  organization  embraces  men  of  this 
character. 

Just  one  of  the  various  branches  of 
service  rendered  by  us. 

"AT  YOUR  SERVICE" 


SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Colorado  Bid?.  WASHINGTON,  D.  C. 


EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classitication  Change 

Is  Now  Promptly  Told  of 


in 


The  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1— Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5— Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7 — Tariffs  Rejected  by  the  I.  C.  C. 

8 — Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10— Adoption  Notices 
11— Central  Freight  Association  Docket 
12— Central  Freight  Association  Hearings 
13 — C.  F.  A.,  Coal,  Coke  and  Iron  Ore  Docket 
14 — Illinois  Freight  Association  Docket 
15 — National  Perishable  Freight  Committee  Docket 
16— New  England  Freight  Association  Docket 
17 — New  England  Freight   Association  Hearings 
18 — Southern  Rate  Committee  Docket 
19 — Southern  Rate  Committee  Dispositions 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight  Bureau  Hearings 
22 — Texas  Tariff  Bureau   Docket 
23 — Texas  Tariff  Bureau  Hearings 
24 — Trunk  Line  Association  Docket 
25 — Trunk  Line  Association  Hearings 
26 — Trunk  Line  Coal  and  Coke  Docket 
27— Trunk  Line  Coal   and  Coke  Hearings 
28 — Western  Trunk  Line  Docket 
29 — Western  Trunk  Line  Hearings 
30 — Western  Trunk  Line  Dispositions 
31 — Transcontinental  Freight  Bureau  Docket 
32 — Transcontinental  Freight  Bureau   Dispositions 
33 — Southern  Ports  Foreign  Freight  Docket 
34 — Consolidated  Classification  Docket 
35 — Embargo  Notices,  Modifications  and  Cancellations 
36 — Steamship  Sailings 
37 — Express  Classification  Docket 
38— Address  of  Roads  Filing  First  Tariff  with  L  C.  C. 

Sample*  and  full  information  free  on  requeit 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 
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There  Is  Just  One 

UNIVERSAL 

Parcel  Post  Guide 

AND 

Rate  Book 


And  We  Are 
Its  Publishers 


It  is  the  only  Guide  and  Rate  Book  that  can  be 
used  in  figuring  charges  between  any  two  post 
offices  in  the  United  States,  that  is  good  any- 
where, that  is  not  full  of  needless  information 
and  that  may  be  used  indefinitely. 

It  is  accurate,  easy  to  use,  and  up-to-date. 

It  is  printed  on  good  paper,  from  new  type  and 
it  is  splendidly  bound  in  semi-flexible  Keratol. 


READY  NOW 

Delivered  Price  $3.OO 

THE  TRAFFIC  SERVICE  CORFN,  418  So.  Market  St.,  Chicago,  III. 


January  7.  1922 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
'OLORADO    BUILDING 
Telechon*.   M*ln 


CHICAGO 

411-430  8.  MARKET  STREET 
Talephon*.   Harrlaon 


100%  American 


Premier  Fleet 


Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  NORFOLK 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
lit  8«nth  Third  St. 

Pittabarrh 
1M7    OIlTor    Boildlaar  I 

Sarannah.    Ga. 
Saraanah  Bank  and  Trout   Bide 

Lea    Aaj-elea.    Cal. 
(17    Van    Nnj*    Ride. 


New    Terh 
41   Broadwar 

Mobil..  Ala. 

W.  Car.  St.   Prancli  eV  Water  Bta. 
Omkl.nd,    Cat 
Parr   Terminal 
Partland.    Or*. 
7*4   Title   *   Trout    Bide. 


11M    I..    C.   Smith    Bide..   Seattle.    Wa.h. 
Baam   4»S.   Ellleott  Bq.   Bid*..   Buffalo.   N.    T. 
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EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola   and   Gulfport  to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,   United  States  Shipping  Board  A-l   Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Columbia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 

IRVING  H.   HELLER,   Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 

CEO.  C.  McLAUGHLIN,  Manager 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 
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P  E  N  N  SYLVAN  I A 
TANK  CARS 


Built-in  Strength  and 

Quality  Workmanship 

The  above  close-up  end  view  of  the  latest 
Type  A-1D  "PENNSYLVANIA  Tank  Car 
shows  the  new  simplified  "I'KNNSYI.VANIA" 
Uncoupling  Arrangement,  the  Brake-Mast 
Step  and  Coupler,  front  view  of  Trucks,  and 
the  end  details  of  the  Underframe  Construction 
on  all  "I'KNNSYI.VANIA"  Tank  Cars. 

The  other  two  cuts  show  the  side  and  bot- 
tom views  of  thr  "I'KNNSYI.VANIA"  Arch 
Bar  Truck  with  a  clear  insight  into  its  detailed 
construction  features  and  its  perfect  mechan- 
ical alignment. 

The  distinctive  engineering  improvements 
found  only  on  'TKNNSYI.VAMA"  Tank  Cars 
embody  the  results  of  years  of  study,  and  prac- 
tical testa  in  actual  service  of  the  plans  of 
our  skilled  engineers  and  traffic  experts — men 
who  know  the  difficult  requirements  of  tank 
car  traffic  from  A  to  Z. 

"After  All.  Quality  Counts" 

The  Pennsylvania  Tank  Car  Company 

The  Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 

MIVKON.    PA. 


4« 
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Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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Mississippi  Central  Railroad  Company 
Louisiana  &  Arkansas  Railway  Company 


MR.  SHIPPER :- 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN points  it  will  pay  you  to  investigate  the  new  NATCHEZ  ROUTE. 

Excellent  roadbed,  equipment  and  schedules,  which  are  co-ordinated 
with  those  of  connecting  lines  and  are  reliably  maintained,  enable  us  to  give 
you  the  kind  of  service  you  want. 

ROUTE  FROM  THE  WEST  VIA  SHREVEPORT,  LA.,  STAMPS 
OR  HOPE,  ARK.,  CARE  NATCHEZ  ROUTE. 

ROUTE  FROM  THE  EAST  VIA  MOBILE  OR  HATTIESBURG, 
CARE  NATCHEZ  ROUTE. 


H.  R.  Wilson, 
Traffic    Manager,    Mississippi    Central    R.    R., 

Hattiesburg,  Miss. 


E.  S.  Atkinson, 

Traffic    Manager,    Louisiana    &    Arkansas    Ry., 
Texarkana,  Ark. 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


Traffic  Department  Representatives: 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

Genera]  Agent,  General  Agent,  Commercial  Agent, 

511  Insurance  Bldg.     622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma,  Okla.  Kansas  City,  Mo. 


Save  Money 

On  Your  Freight  Shipments 
"How?"    That  is  Simple 

Simple,  indeed,  if  those  shipments  of  yours  include  Household  Goods, 
Automobiles  or  Machinery  for  domestic  points,  or  anything  any- 
where for  export,  and  remember  that  our  Consolidated  Carload 
Service  not  alone  saves  your  money,  but  time  and  trouble  as  well. 
"The  reason?"  That  is  simple,  too — Consolidation  and  Co-operation,  those 
are  the  factors  which  effect  all  these  savings  when  shipments  are  made  through 
our  Consolidated  Carload  Service. 


Boston:  Old  South  Building. 
Buffalo:  EllicoU  Square. 
Philadelphia:  Drexel  Building. 
Cincinnati:  Union  Trust  Building, 
Cleveland:  Hippodrome  Building 


Export  and  Domestic  Freight  Forwarders 

General  Offices:     203  So.  Dearborn  St.,  Chicago 
Eastern  Offices:         Woolworth  Bldg.,  New  York 

Los  Angeles:  Van  Nuys  Building, 

San  Francisco:  Monadnock  Building, 

Seattle:  Alaska  Building,. 

Portland.  Oregon:  uth  and  Kearney  Streets. 

Write  the  Nearest  Ofrce. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION.  CHICAGO.  ILL. 

Copynjht.  1921.    Fifteenth  Y«r) 
A  working  tool  for  traffic  men.  both  industrial  and  railroad,  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 
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SATURDAY,  JANUARY  7.  1922 


No.  1 


f.  f.  HAMM.  I 

HENRY  A.  PALMER.  Edrtor 


B.  J. 


H.  W.  KELLOGG.  Ad«n 


W.  C  TYLER.  S«cr<tiry  Trwj 
ARSOEU  Boimc* 


E.C.  VAN 
A""!.  HEltsl 


CW. 


•nd 


u  «nd  of  pvnd  unUu 


i  to  contrary  is 

All  ramtunon  ihou'd  b.  nud«  p.y.Wt  to  onfar  of  THE  TRAFFIC  SERVICE  CO* 
POTATION.  Otca«fc  tnd  tfuuld  bt  m  Owa«>  or  Mm  York  odiui*. 

TERMS  OF  SUBSCRIPTION 

ONE  YEAR JIO.OC 

SIX  MONTHS *  M 

THREE  MONTHS .    J.OO 

SINGLE  COPY « 


418-4)0  South  Market  Street. 
CHICAGO.  ILL 


Colorado  Building. 
WASHINGTON.  D.  C 


RATE  COMMITTEE  DOCKETS 

The    IllmoU    Freight    Association    ha-  asked   for   an 
.n  "f  time  in  which  to  make  ii|>  its  mind  whether 
ontinue  the  publication  of  its  docket-,  under  "lie  of 
the  arrangements  suggested  by  us.  in  tin-  Traffic  Hulk-tin 
I   and  the  Daily  Traffic  World      We  shall,  therefore,  con- 
tinue to  publish   it-,  docket-   for  as  much  of  this   inontli 
to  enable  it  to  reach  a  decision,  just   a- 
are  continuing  the  publication  of  the  dockets  of  the 
Western     Trunk     Line     I'ommittee.     the     Southwestern 
ight      1'iurcau.     and     the     Transcontinental     Freight 

!;• 


the  committee  on  interstate  and  foreign  commerce.  There 
it  rested  undisturbed  until  the  latter  part  of  November 
when  the  committee  reported  it  favorably  to  the  1  louse. 
Since  then  it  has  been  pending  in  the  House.  The  bill 
could  be  brought  up  any  time  under  a  special  rule  and 
passed — if  the  House  leaders  were  sufficiently  interested 
to  exert  themselves  to  the  point  of  taking  such  action, 
i  >ther\\  is'e.  the  measure  will  remain  in  the  House  on  the 
inactive  list,  commonly  called  the  regular  calendar,  un- 
1( -ss  it  i-  put  on  the  unanimous  consent  or  calendar 
Wednesday  calendar.  In  the  latter  event,  the  chairman 
of  the  committee  on  interstate  and  foreign  commerce 
must  have  the  bill  called  up  for  consideration.  It  is 
easily  within  the  range  of  possibilities  that  the  bill  may 
die  on  the  Moor  of  Congress  for  lack  of  attention. 


TIME  FOR  FILING  CLAIMS 

Perhaps  Congress  will  find  time  in  the  near  future 

ike  final  action  on  Senate  Mill  <>2\.  which,  as  amended 

b\    the  House  committee  on  interstate  and  foreign  com- 

extends    to    Sej.t.    1.    1V22.    the    time    lor    filing 

ight  overcharge  claims  against  the   Railroad    \dtnin- 

ition    with    the    Interstate    Commerce    Commission; 

but  in  \i«-x\   of  the  history  of  this  proposed  legislation,  it 

probably  would  not  be  wise  lor  those  desiring  it  made  a 

law  to  pro.  eed  on  that  a--umption.  They  probably  would 

id  a  better  chance  of  having  the  bill  passed   n   they 

made  known  their  d.  •  the  committec_on  interstate 

and    foreign    c»mmt  •  Acll    as    to    the    members    of 

from  their  distr: 

\s   far  as   we   know,   there   is   tm  opposition    to   the 

bill.     Its  p.i--.i^  ,  oimm-ndcd  by  former  I  hairman 

-k   on    In-half   of   the    ( 'onimi  —  i  .n.   and    the    Railroad 

. \dmmistration  is  not  on  record  as  ln-ing  opposed  to  it. 

the  month-  -lip  by  and  no  final  action  is  taken.     It 

that    a    little    prodding    by    interested    shippers 

would  arouse  Congress  to  the  point  where  it  would  take 

a  few  minutes  and  pass  the  bill. 

The    Senate    pa—ed    the   bill    June    11,    \l>2\,   without 
ite.     It  then  was  sent  to  the  Hou-e  and  referred  to 


POSITION  OF  THE  TRAFFIC  LEAGUE 

In  a  circular  to  members,  the  president  and  secre- 
tary of  the  National  Industrial  Traffic  League  call  at- 
tention to  the  fact  that  the  position  of  the  League  with 
respect  to  rate  reductions  is  that  reductions,  if  made, 
should  be  made  on  a  general  percentage  basis  and  ask 
for  expressions  from  members  who  are  in  accord  with 
that  view  and  whose  inteie-ts  will  not  be  represented  be- 
fore the  Commission  in  the  pre-ent  general  rate  inquiry, 
so  that  their  views  may  be  presented  to  the  Commis- 
sion by  officers  of  the  League  participating  in  the  hear- 
ing. The  circular  says: 

The  position  of  the  league  is.  briefly  that  a.s  DIP  advances 
made  In  Kx  Pane  74  were  made  upon  a  percentage  basin  upon 
all  ralen,  both  clans  and  commodity,  whatever  further  reduction 
In  rates  Is  warranted,  (beynml  the  reductions  already  made  or 
about  to  be  made  upon  agricultural  products,  and  reductions  upon 
other  cnmmodltlfR  made  from  time  to  time,  Bince  Ex  Parte  74) 
should  be  made  generally.  In  other  words,  the  reduction  should 
'  •  ••  1)1  •  -•  •  inanni  thai  advanCM  Iran  ni;i<l.v  nann-ly. 
M|niii  .1  I»TC<  ntage  basis. 

The  officers  of  the  League  would  like  an  expression  from 
all  nifinbeis  who  are  in  accord  with  that  view,  and  whose 
Interests  will  not  be  represented  In  any  of  the  several  commodity 
grou:  in  desired,  0e  League  witness,  or  witnesses,  will 

und<  al     organizations    and    trade 

association*   which  share  the  I^aeue's   views,   and   desire   ti 
views  expressed  for  them  by  witness,  thus  avoiding  the  incon- 
venience and  expense  of  making  «n  appearance  for  themselves. 

\\"e  hope't'he  request  in  the  circular  will  meet  with 
prompt  and  ample  response,  for  we  believe  the  official 
view  of  the  League  is  the  one  that  should  prevail;  and 
if  it  is  to  prevail  it  must  be  backed  by  a  substantial 
showing  that  it  is  the  view  entertained  by  a  respectable 
number  of  influential  shippers.  We  are  now  more  than 
ever  in  a  time  when  it  is  not  so  much  merit  as  influence 
that  counts. 

But  there  is  one  thing  in  the  circular  to  which  we 
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UfLF.  MOBILE  C  KOETHE8N 
RtlLROAD 

AKD    CONNECT1OM* 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  &  N.  R.  R..  M.  &  O.  R.  R.,  N.  C. 
&  St.  L.  Ry..  via  Jackson,  Tenn.,  Southern  Ry.  via  Middleton,  Tenn.. 
and  Laurel.  Miss.,  Frisco  Lines  via  New  Albany,  Miss..  A.  &  V.-V.  S. 
&  P.  Rys.,  via  Newton,  Miss.,  Vicksburg.  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Hiss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30  p.  m 
12:30  a.  m 
12:47  p 

3:25  p 

4:20  p 

4:10 

6:40 

2:30  a.  m 


Hllei 

0  Lv 
83  Lv 

next  day  247  Ar 
next  day  261  Ar 
next  day  298  Ar 
2nd  day  410  Ar 
2nd  day  448  Ar 
2nd  day  356  Ar 


5:30  p.  m.  2nd  day  629  Ar 


Jackson.  Tenn.  Ar 
New  Albany, Miss.  Ar 
Newton.  Hiss.  Lv 
Meridian,  Hiss.  Lv 
Laurel,  Hiss.  L 
Mobile.  Ala.  L% 
New  Orleans,  La.  Lv 
Vicksbnrg,  His*.  Lv 
Shreveport,  La.  Lv 


8:00  a.  m.  2nd  day 
12:30  a.  m.  2nd  day 
11:65  a.  m. 

7:35  a.  m. 

8:45  a.  m. 
10:00  p.  m. 

9:10  p.  m. 

5:00  a.  m. 

3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Hiss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT.  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gnlfport,  Hobile  and 
New  Orleans. 

THE  ROAD  OF  SERVICE" 


Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Write  for  Illuitrated  Book,  Port  Map*  and  Harbor  Information 

Board   of   Harbor   Commissioners 

EDGAR  McKEE,  President 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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\  to  call  attention.  Last  September  the  executive 
committee  of  the  League  adopted  a  resolution  favoring 
reductions — when  they  could  be  brought  about — by  a 
general  percentage  cut  on  all  commodities,  for  the  reason 
that  it  was  by  the  general  percentage  method  that  the 
increases  provided  in  F.x  Parte  74  were  brought  about. 
At  a  subsequent  meeting  of  the  League  this  resolution 
<>!  its  executive  committee  was  ratified.  That  is,  then, 

•he  circular  point-  .>ut.  the  position  of  the  League, 
ami  it  mu-t  omtimu-  to  be  the  position  of  the  League 
until  the  League  itself  changes  it. 

Since  the  meeting  of  the  League  at  which  the  reso- 
lution iti  que-tioii  was  ratified,  the  railroads,  with  thy 

-ent  of  the  Commission,  have  put  intn  t-ffw*  *  *"" 

per  cent   reduction   on   agricultural  commodities,   as   a 

c i  'iicession  to  the  farmers  and  a  means  of  conciliating 

t h e    M  '-called    agricultural   ftloc    in    the    United    States 

That,  certainly,   was  not   in   accord  with   the 

"a  announced  policy  of  bringing  about  a  lowered 

rate  level  by  a  general  percentage  cut  on  all  commodi- 

:  and  yet,  in  the  League's  circular  above  quoted,  we 
have  it  stated  that  the  League's  position  i-  that  whatever 
further  reduction  in  rates  is  warranted,  "beyond  the  re- 
ductions already  made  or  about  to  be  made  upon  agricul- 
tural product-."  should  be  made  generally.  Whence 
came  the  authority  for  this  complacent  exception  of  the 
agricultural  redr  •  utterly  out  of  accord  with  the 

League's  pol 

The  League  may,  of  course,  if  it  wi-he-,  make  an 
exception  of  this  agricultural  reduction  in  its  scheme 

reduced  rates,  but  it  has  not  done  so  yet.     Until  it 

->  so  the  circular  is  in  direct  contradiction  of  the  action 

taken  by  it.    The  circular  is  the  more  difficult  to  under- 

d  in   view  of  the  interview  given  out  by   President 

f  the   League,  at   the  time  the  railroads  an- 

nounci-d  their  program  for  the  agricultural  reduction,  in 

The  Traffic  World  of  November  19.     At  that  time  Mr. 

iiuller  was  highly  indignant  at  the  action  of  the  car- 
rier- HI-  talked  about  political  rate-making,  the  lack  of 
touch  by  railway  executives  with  the  shipping  public,  and 
the  public  confidence  in  the  Commission  if  it 

uld  permit  the  program  of  the  carriers  to  go  into 
effect.  Now  he  apparently  acquiesces  in  the  agricultural 

Lrram  and  sits  in  a  conference  of  carriers  and  shippcr- 

linated  by  the  agricultural  interest  and  the  desire  on 
the  part  of  the  railroads  to  conciliate  that  interest.  It  is 
true  that  in  that  conference  (the  Racquet  Club  con- 
ference) he  delivered  himself,  we  are  told,  of  >ome  char- 
acteristic remark-  concerning  it-  purpose  and  method-. 
but.  neverthelt  --.  he  did  not  bolt  it  and  his  nanv 
being  used  as  a  party  to  it-  council-. 

\Ve  arc   not    concerned   with   the   inconsistencies   of 

the  Traffic  League  or  the  propriety  of  the  action  of  its 

"It-,  •••  print  the  news  of  the  day,  only  that, 

whik  we  liavr.  of  conr-e.  not  regarded  the   Ix-ague  and 

•  11  a-  perfect  and  have,  at  times,  disagreed 

with  them,  we  have,  nevertheU---  believed  the  League  to 

•:d  -ane  body  who-e  action  more  nearly  than 

that  of  any  other  we  know  of  has  been  guided  by  unsel- 

h-h  de-ire  to  -,>]\e  properly  the  transportation  problem. 

It  !  a  light  in  the  dark  for  one  seeking  the  truth 


through  the  selfishness  and  ignorance  that  continue  to 
prevail  in  the  transportation  situation.  Is  it,  too,  to 
become  a  time-server  and  an  aid  to  political  schemes, 
or  to  lose  its  influence  by  inconsistency  of  action  and 
inconstancy  of  purpose? 

The  League,  of  course,  can  easily  remove  the  incon- 
sistency we  have  pointed  out  by  making  an  exception,  in 
its  program,  of  the  agricultural  reduction.  But  we  hope 
it  will  not  do  that.  We  hope,  instead,  that  at  its  meet- 
ing in  Washington  this  month  it  will  reiterate  its  demand 
for  a  general  percentage  reduction,  when  reductions  are 
possible,  and  will  characterize  the  agricultural  program 
as  inconsistent  with  what  it  believes  to  be  the  proper 
action  to  be  taken.  If  it  does  not  do  that  but,  either 
affirmatively  or  by  permitting  to  stand  uncorrected  such 
statements  as  are  made  in  the  League  circular  quoted, 
what  is  it  going  to  do  if  the  railroads  and  the  lumber 
interests,  for  instance,  agree  on  a  ten  per  cent  reduction, 
or  the  railroads  and  some  other  interest  decide  on  a 
similar  p'rogram  ? 


CARRIERS'  PUBLIC  RELATIONS 
\Ve  have  had  considerable  to  say,  in  these  columns, 
about  the  methods  of  the  carriers  in  conducting  their 
relations  with  the  public.  We  talk  so  much  about  this 
matter,  not  becau-<-  we  wish  merely  to  criticise,  but  be- 
cause it  is  important  in  the  solution  of  the  transporta- 
tion problem  that  the  public  understand  it.  If  the  public 
is  to  understand  it,  the  carriers  must  work  intelligently 
to  that  end.  Here  is  an  example  of  how  the  carriers  fail 
to  see  their  opportunity,  or,  seeing  it,  fail  to  meet  the 
situation : 

In  a  circular  headed.  ''Getting  facts  straight  about 
the  railroads — The  'conspiracy'  and  'secret'  meeting  dis- 
covered by  Senator  LaFollette."  the  A--ociution  of  Rail- 
way Kxccutives.  under  the  head,  "The  Allegation,"  says: 

Senator  La  Follete  on  December  27  issued  a  statement  in 
which  he  declared  that  he  wished  to  "warn  the  country"  that 
a  "secret  meeting"  held  in  Washington  on  December  9,  a 
conspiracy  had  been  entered  into  "to  betray"  not  only  the 
farmers  but  the  consuming  and  producing  millions  of  the  nation." 

The  conference  referred  to  was  participated  in  by  represen- 
tatives of  the  railroads,  farmer's  organizations,  coal,  steel,  lum- 
ber and  other  interests. 

The  object  of  the  "conspiracy,"1  according  to  Senator  La 
Follette,  was  to  perpetuate  the  "guaranty  clause"  of  the  trans- 
portation act  of  1920. 

Then,  under  the  head,  "The  Fact,"  the  association 
p.i.:.,i-i<.  -  tin  -nb-tanci  oi  the  public  -t  .tl. -UK-HI  i--m-<I 
by  J.  A.  Emery,  Dec.  14,  with  respect  to  this  conference 
i  which  statement  was  published  by  The  Traffic  World) 
and  under  it  this  brief  Associated  Press  dispatch  from 
Cleveland  under  date  of  Dec.  27 : 

Denial  that  there  was  anything  "secret  and  unholy"  at  the 
Washington  conference  on  Dec.,  9,  attended  by  members  of  the 
Farm  Bureau,  Orange,  International  Congress,  manufacturers, 
shippers  and  representatives  of  railroads,  as  charged  by  Senator 
La  Follette,  was  made  here  tonight  by  James  R.  Howard,  Presi- 
il«  nt  of  the  American  Farm  Bureau  Federation. 

Just  that  and  nothing  more.  The  reader  may  take 
his  choice.  He  knows  no  more  than  he  did  before,  ex- 
cept that  there  is  a  controversy,  about  which  he  may 
not  have  heard. 

If  the  carriers  arc  not  in  position  to  make  a  frank, 
intelligent  statement,  they  would  do  better  to  keep  still. 
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If  they  have  anything  to  say  they  would  do  well  to  take 
counsel  as  to  how  it  should  be  said.  We  are  in  doubt 
as  to  whether  the  weakness  of  their  method  in  this  in- 
stance is  due  to  a  bad  cause  into  which  they  do  not  feel 
it  wise  to  go  in  detail,  or  merely  to  lack  of  intelligence 
as  to  how  to  impress  the  public.  Probably  it  is  due  to 
both. 

\Ye  suggest  once  more  that  if  the  carriers  are  to  hope 
for  a  solution  of  the  transportation  problem  in  its  present 
distressing  phase,  through  public  sympathy  and  aid  (and 
that  is  the  only  way  it  can  be  solved),  they  must  first 
refrain  from  entering  into  cabals  that  will  not  bear  the 
fullest  scrutiny ;  and,  second,  they  must  find  intelligent 
ways  of  reaching  the  public  with  the  truth. 

Incidentally,  we  are  printing  elsewhere  in  this  issue 
the  official  minutes  of  the  Washington  conference  of 
December  9.  We  do  not  vouch  for  it  in  any  respect  ex- 
cept that  it  is  official,  even  that  part  of  it  in  parenthesis 
just  below  the  headline  being  part  of  the  official  docu- 
ment. It  was  not  given  to  us  by  the  carriers  nor  was 
it  given  out  by  anybody  else,  so  far  as  we  know,  for 
public  consumption. 


CHARGE   AGAINST  AITCHISON 

The  Traffic  World  Washington  Bureau 

Senator  Trammell  of  Florida,  after  introducing  a  bill  Janu- 
ary 5  providing  that  members  of  the  Commission  shall  be  se- 
lected from  various  section  of  the  country,  made  an  attack  on 
Clyde  B.  Aitchison  on  the  ground  that  he  had  discriminated  in 
favor  of  the  West  and  against  the  South  in  the  matter  of 
lumber  rate  reductions.  He  said  his  information  was  that  Mr. 
Aitchison  had  blocked  lumber  rate  reductions  from  the  South. 

Senator  Cummins  said  the  charge  made  by  Senator  Trammell 
was  grave  and  that  he  had  always  regarded  Mr.  Aitchison  as 
intelligent  and  honorable.  Senator  Trammell  declared  that  until 
Mr.  Aitchison  displayed  some  interest  in  the  lumber  industry  of 
the  South  he  would  share  the  belief  of  his  informant  that  Aitchi- 
son was  prejudiced  against  the  South. 

Senator    McNary    defended    Aitchison    against    the    attack. 

Senator  Overman  of  North  Carolina  said  he  had  objected 
to  the  reappointment  of  Mr.  Aitchison  solely  on  the  ground  that 
someone  from  the  South  should  have  been  appointed.  He  said 
he  knew  nothing  about  the  Trammell  charges  and  that,  unless 
true,  they  should  not  have  been  made  and  that,  if  true,  Mr. 
Aitchison  should  not  be  confirmed. 

The  Trammell  bill  provides  that,  hereafter,  one  commis- 
sioner each  shall  be  appointed  from  the  New  England  states, 
north  Atlantic  states,  south  Atlantic  states,  Gulf  states,  central 
southern  states,  Great  Lakes  states,  central  west  and  south- 
western states,  northwestern  states,  Pacific  coast  states,  central 
interior  states,  and  one  from  the  United  States  at  large. 

Mr.  Aitchison  conferred  January  G  with  Senator  Cummins,  it 
is  understood,  on  the  charges  made  by  Senator  Trammell.  He 
declined  to  comment  in  any  way  on  the  Trammell  statements. 

Action  on  the  nominations  of  Aitchison  and  Hall  probably  will 
be  delayed  for  a  short  time  and  ttiey  may  not  be  confirmed  in 
time  to  sit  in  the  general  rate  inquiry,  which  will  be  resumed 
next  Wednesday.  One  cause  for  the  delay  on  the  nominations 
is  that  Senator  La  Follette  is  out  of  the  city,  and  it  is  under- 
stood that  action  will  not  be  taken  until  he  returns. 


JOBS  FOR  HALL  AND  AITCHISON 

Thf  Traffic  World  Washington  Bureau 

In  accordance  with  custom,  the  Commission  placed  Messrs. 
Hall  and  Aitchison  on  the  roll  as  special  examiners  when  the 
failure  of  the  Senate  to  confirm  their  nominations  prior  to  De- 
cember 31  made  it  obvious  that  the  Commission  again  would 
have  its  work  interrupted  because  the  President  and  the  Senate 
had  not  started  soon  enough  to  fill  the  vacancies  they  knew 
would  take  place  January  1  if  the  nominations  were  delayed 
long  enough  to  afford  an  opportunity  to  a  malcontent  senator 
to  hold  up  confirmation,  beyond  December  31. 

The  custom  was  established  in  1913,  when,  owing  to  a  jam 
of  purely  political  creation,  the  confirmation  of  Edgar  E.  Clark 
was  prevented  in  the  closing  months  of  President  Taft's  ad- 
ministration. Clark  was  nominated  early  in  December,  1912. 
Democratic  senators,  however,  decided  that  no  more  nomina- 
tions sent  in  by  President  Taft  should  be  confirmed.  They  told 


Clark  they  had  no  objection  to  him,  but  that,  because  they  had 
decided  to  make  no  further  confirmations,  they  could  not  allow 
his  nomination  to  pass  through  the  barrier.  He  was  appointed 
a  special  examiner.  Later,  Commissioner  Ford  was  made  a 
special  examiner  until  it  became  obvious  that  the  Senate  would 
not  confirm  him  at  all.  That  was  when  the  Wilson  administra- 
tion came  to  an  end  and  President  Harding  did  not  reappoint 
him. 

As  special  examiners,  the  former  commissioners  will  be  paid 
the  same  as  if  they  were  commissioners.  They  will  do  the 
same  work,  but  they  will  not  vote  on  cases. 


N.  I.  T.  L.  MEETING  CALLED 

The  National  Industrial  Traffic  League  has  called  a  meeting 
of  its  executive  committee  at  the  New  Willard  Hotel,  Washing- 
ton, D.  C.,  Thursday,  January  26,  at  9:30  o'clock  a.  m.  A  gen- 
eral meeting  of  the  membership  is  called  at  the  same  place  for 
Friday  and  Saturday,  January  27  and  28. 

The  general  shipping  public,  according  to  the  schedule  issued 
by  the  Commission,  will  be  heard  on  the  general  aspects  of 
Docket  13293,  January  30  to  February  4,  inclusive,  and  it  is 
expected  that  a  large  number  of  League  members  will  be  present 
in  Washington  at  that  time.  Hence  the  calling  of  the  League 
meeting  immediately  preceding  those  dates. 

The  meeting  of  the  League  will  not  be  open,  as  usual.  A 
circular  to  members,  issued  January  5,  says: 

The  two  principal  orders  of  business  will  be: 

1.  Consideration  of  the  report  of  the  special  legislative  committee 
submitted  at  the  annual  meeting,  and  laid  over  for  consideration  at  a 
subsequent  meeting. 

2.  The  position  the  league  will  take  with  respect  to  hearings  be- 
fore the  Interstate  Commerce  Commission,   Docket   13293. 

The  meetings  of  the  members  of  the  league  usually  have  been 
open  to  visitors,  i.  e.,  the  representatives  of  the  shipping  concerns,  not 
members  of  the  league,  but  eligible  for  membership,  and  representa- 
tives of  the  railroads,  who  are  not  eligible  to  membership. 

This  meeting,  however,  is  a  special  meeting,  called  principally  for 
the  consideration  of  the  two  special  orders  of  business  named.  Un- 
doubtedly, there  will  be  differences  of  opinion  to  be  threshed  out. 
Probably  members  will  discuss  these  subjects  more  freely  and  frankly 
if  they  know  the  meeting  is  an  executive  session.  Moreover,  W; 
ington  is  the  nerve-center  of  all  the  news  agencies,  and  undoubtedly 
some  of  these  agencies  would  seize  upon  differences  of  opinion  among 
the  members  to  make  more  or  less  sensational  news  stories.  The 
league  has  nothing  to  conceal  and  there  is  no  secrecy  about  its  ses- 
sions, but  nothing  will  be  gained,  and  something  may  be  lost,  by 
threshing  out  differences  of  opinion  in  public,  particularly  when  the 
meeting  is  held  in  the  national  capital. 

It  has  been  suggested  therefore  by  several  members  of  the  execu- 
tive committee  that  the  meeting  in  Washington  be  for  members  only. 
After  consultation  with  such  members  of  the  executive  committee  as 
could  be  reached  readily,  we  are  directed  to  advise  that  the  meeting 
will  be  for  members  only,  and  the  sessions  will  be  executive. 

After  the  two  principal  orders  of  business  have  been  disposed  of 
there  will  perhaps  be  an  opportunity  to  take  up  other  subjects. 
Although  the  meeting  is  called  for  two  days,  it  may  be  possible  to 
finish  the  business  on  Friday,  the  27th.  Whether  more  than  one  d:iv 
is  consumed  will  rest  entirely  witli  the  members  in  attendance. 


THE  "SECRET"  CONFERENCE 

W.  I.  Drummond.  chairman  of  the  board  of  governors  of 
the  International  Farm  Congress,  who  attended  the  conference 
at  Washington  December  9  which  was  attacked  by  Senator 
La  Follettee,  has  joined  Mr.  Howard,  of  the  American  Farm 
Bureau  Federation,  in  denying  the  La  Follette  charges.  He  said 
the  representatives  of  the  farmers  had  held  out  uncompromis- 
ingly for  repeal  of  the  guaranty  clause  of  the  transportation  act 
and  that  the  railway  executives  agreed  not  to  oppose  such  re- 
peal. Relative  to  the  intrastate  rate  situation,  he  said: 

The  merits  of  the  attempt  to  restore  power  over  intrastate  rates 
to  the  state  railway  commission  need  not  be  discussed  at  this  time: 
but  if  such  attempt  is  to  result  in  clouding  the  issue  and  interfering 
with  the  real  effort  to  get  rate  reductions,  it  would  seem  that  it 
should  at  least  be  postponed.  What  the  farmers  want,  and  must 
have  if  agriculture  is  to  prosper,  is  an  early  and  substantial  reduc- 
tion in  transportation  rates  on  a  nation-wide  basis.  Whatever  is 
necessary  to  enable  the  railroads  to  make  such  reduction  and  still 
render  service  must  be  done.  But  to  arm  forty  or  more  state  rail- 
way commissions  with  rate  making  power,  and  declare  an  open  sea- 
son for  railroad  baiting  would  not  seem  to  accomplish  what  is  so 
tuidly  needed  at  this  time. 


FOR  HORIZONTAL  REDUCTION 

The  directors  of  the  Ohio  State  Industrial  Traffic  League 
have  adopted  the  following  resolution: 

Whereas,  The  Interstate  Commerce  Commission  in  Kx  Partc  7 1 
authorized  a  material  increase  in  all  transportation  charges  affecting 
transportation  throughout  this  territory; 

And  Whereas,  The  general  level  of  freight  rates  and  charges  re- 
sulting from  such  increases  has,  in  many  instances,  materially  reduced 
or  stopped  the  movement  of  traffic; 

And  Whereas,  The  general  level  of  commodity  prices  as  well  as 
wages  has  been  materially  decreased  since  the  order  of  the  Commis- 
sion in  the  above  named  case; 

And  Whereas.  There  is  a  general  feeling  on  the  part  of  receivers 
and  shippers  that  a  reduction  in  transportation  charges  at  this  time 
would  materially  assist  in  stimulating  business; 

Be  It  Resolved,  That  it  is  the  opinion  of  this  League  that  a  hori- 
zontal reduction  should  be  made  on  all  transportation  charges  in- 
creased Ex  Parte  74. 

Be  It  Further  Resolved.  That  the  views  embodied  in  these  reso- 
lutions be  orally  communicated  to  the  I.  C.  C.  by  an  officer  of  the 
League  at  the  hearings  in  Washington,  D.  C.  (Docket  132!)3). 


January  7,  1922 
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Supreme  Court  Labor  and   Industrial  Decision* —In  the  clos- 
ing  month   of    1921.   the   Supreme   Court   of   the    United    States 
gave    the   leaders    of    industry    and    labor    enough    material    to 
think   on   the   whole  of   this   new   year.      It   condemned   the   so- 
called   "open  competition   plan"  of   the   hardwood   lumber  asso- 
ciation and  the  legislation  of  various  states  designed   to  allow 
organized  labor  to.  work  its  "peaceful  picketing"  plan  for  ruin- 
ing the   business  of  an  employer  who  refuses  to  submit  to  its 
demands.    If  the  designs  of  the  two  classes  of  leaders  are  whole- 
tome,   the   law   Is   bad.     They   can   ask   for   legislation   or   their 
attention    may    be    devoted   to   devising    plans   that    will    enable 
them  to  circumvent  the  bad  law.     Taking  either  step  will  keep 
them   busy   for  a   year,   if  not   for  several   years.     No  well   In- 
formed  man   expects  the   leaders  of  either  class   to  bow   their 
heads   In   submission    to   the   law   as   declared    by    the   highest 
judicial  body  in  the  land.     It  is  not  disrespect  to  the  Supreme 
Court  for  them   to  sajr  they  do  not   Intend   to  submit  to  such 
laws,  nor  observe  them   any   longer  than  It   takes   to  have   the 
legislative   power  to  change  them,  or  longer  than   it   takes  to 
devise  plans  that  will  not  be  in  violation  thereof.    It  is  believed 
that  the  effort  will  be  to  devise  plans  that  will  not  be  In  viola- 
tion  of   the   law,   as   declared    by   the   Supreme   Court,   than    to 
have  statutes  enacted  changing  the  existing  laws.     Plans  to  go 
around    a    statute    can    usually    be    devised    more    easily    than 
-•ress  can  b*  induced  to  change  it.     Indeed,  it  would  appear 
to  be  necessary  to  change  the  Constitution  to  get  rid  of  the  law 
that  strikes  down  the  so-called  peaceful  picket  and  changing  the 
-titutlon  Is  a  slow  process.     Peaceful  picketing,  as  now  prac- 
ticed  in  most  places,  in   the  opinion  of  the  Supreme  Court,   is 
made  possible  by  state  statutes  which  deny  to  employers   the 
"equal    protection    of   the   laws."     Equal    protection    is   assured 
by  the  fourteenth  amendment  to  the  Constitution.     In  addition 
that  picketing.  If  and  when  lawful  under  the  statute  of  a  state, 
•••ins   to  deprive   the  employer  of   the   protection   of  the  "due 
process"  part  of  the  Constitution.     The  opinion  about  the  peace- 
ful picket  was  written  by  Chief  Justice  Taft  in  William  Truax 
•  I.   vs.   Michael  Corrlgan.  Bisbee  Local  No.  380.  Cooks'  and 
Walter's  Union  and  Warren  District  Trades  Assembly,  handed 
down  December  1*.  the  day  on  which  the  court  also  said  the 
open  competition  plan  was  In  violation  of  the  anti-trust  law. 

In  1913  Arizona's  legislature  said  that  the  writ  of  injunc- 
tion should  not  be  used  In  disputes  between  employer  and  em- 
ployee. It  also  gave  strikers  the  right  to  picket  the  place  of  an 
obdurate  employer  by  peacebly  bringing  to  the  attention  of 
those  seeking  employment  from  him  or  patronizing  him.  that 
••  was  a  strike.  Truax  and  a  member  of  his  family  ran  a 
luranl  In  Bisbee.  The  cooks  and  waiters  went  on  strike. 
They  paraded  up  and  down  In  front  of  Truax's  place  bearing 
banners  and  yelling  "scab."  et  cetera.  Among  other  things,  they 
said  that  a  friend  of  Truax  had  been  accused  of  assaulting  a 
woman,  had  pleaded  guilty,  and  that  a  man  is  known  by  the 
friends  he  keep*.  In  addition,  they  said  that  the  food  In  the 
Truax  place  was  the  poorest,  the  prices  the  highest,  and  slug- 
ging of  patrons  the  regular  order.  Tranx  applied -for  an  order 
forbidding  the  destruction  of  his  property  by  such  methods. 
The  Arizona  courts  said  the  law  forbade  an  Injunction.  They 
said  the  legislature  had  decided  that  the  only  recourse  for  a 
man  who  was  suffering  at  the  hands  of  peaceful  plcketers  was 
the  ordinary  law  of  suit  for  damages,  etc..  unless  there  was 
violence.  The  labor  leaders  admitted  all  the  allegations  of  the 
Truaxes.  and  that  In  where  they  made  a  mistake.  The  Sup- 
•>-d  Slates  looked  Into  the  admitted  facts- 

and  the  Chief  Justice  said  that,  certainly.  If  such  things  had 
been  done  b>  •  *tauranteum.  an  Injunction  would  have 

lain.  He  said  the  equal  protection  of  the  laws  meant  the  equal 
protection  of  equal  laws  that  Is.  one  law  for  the  business  rivals 
of  Truax  and  the  same  law  for  his  former  employees.  He 
•aid  that.  Inasmuch  as  the  part  which  made  one  law  for 
strikers  and  another  for  other  restaurant  keepers  and  the  rest 
of  the  citizenship  was  so  mixed  with  other  parts  of  the  law.  the 
whole  statute  would  have  to  fall  under  the  condemnation  of  the 
federal  Constinit Km.  It  Is  not  a  positive,  but  strongly  pre- 
sumptive, condemnation  of  all  laws  setting  aside  union  labor 
as  a  class  entitled  to  special  laws  giving  It  privileges  not 
available  to  all  classes  of  Americans. 


reduction  of  the  export  rate  on  oil  from  the  Wyoming  refineries 
to  the  Gulf  ports,  and  the  fact  that  the  Commission  forced  up 
iron  ore  rates  on  January  1,  when  rates  on  agricultural  products 
came  down,  may  all  be  taken  as  straws  indicating  the  direction 
the   wind.     All   these  facts   are   wholly   beside   the  question 
to   whether   rates   should   or   should   not    be   brought    down 
The  fact  is  that  there  is  a  tendency  downward.     That  is  also 
wholly  without  regard  to  what  causes  them  to  sag.     Individual 
railroads  feel  the  pinch  of  a  small  volume  of  business  and  feel 
that  perhaps  they  can  improve  their  condition  by  cutting  rates 
the  anti-trust  laws  applied  to  the  railroads,  those  who  believe 
in  the  policy  on  which  they  are  founded,  it  is  believed,  would 
lave  cause  for  rejoicing.     The  policy  of  the  law  is  to  encourage 
•free  competition."   which   means   only   free   competition   in  the 
making   of   prices    downward,   not   upward.     The   public    is    in- 
lined   to  protest   when   the   Commission   does   anything  to  pre- 
free  competition  in  the  cutting  of  prices.     That  makes  it 
rder  for  the  Commission  and  the  traffic  men  whose  experience 
runs  back  to  the  panic  rates  of  the  middle  90's.    However,  it  is 
to  be  cause  for  rejoicing  that  the  anti-trust  laws  do 
apply   to   the   railroads   and   that   the   Commission   has   the 
>wer  to  stop  reductions  the  effect  of  which  could  not  be  other 
istrous.    From  that  point  of  view,  It  may  be  suggested, 
today   affords   a   much    better   prospect   than   the   same  day    in 
1   when   each    railroad    did   as    it   pleased   and    the   effect   of 
license  was  the  four  years  of  business  and  financial  horror 
that  followed  the  first  week  of  that  year.    The  country  also  has 
nged  its  banking  system  so  that  a  money  panic  is  no  longer 
possible.'   It   is   so   tasy   to  imagine  so   many   worse   conditions 
as  to  make  the  prospect  pleasing. 


Simplification    of    Tariffs. — The    man    who    can    compel    the 
simplification  of  tariffs  has  been  needed  in  the  last  three  months 
more    than    ever    before.      He    was    needed    when    the    Central 
relght  Association  lines  decided  to  get  rid  of  the  combination 
rule    by   reducing   their   locals    by   3.5   cents.     The   first   tariff 
filed    in    that   effort,   apparently,    did   not    accomplish    the   thing 
I   was    necessary.     Before   the   tariff   intended    to   make   the 
ctlon  in  the  locals  became  operative,  Kelly  had  to  procure 
permission  to  enable  him  to  accomplish  the  reduction  of  locals 
There  are  traffic  and  tariff  men  who  believe  that  tariffs  could 
be  simplified   if  the  Commission's   tariff  men   had   a  free  hand 
to    deal    with    tariffs    filed.      The    Leland    tariffs    for   instance 
name  rates  to  the  far  southwest.    But  the  rates  named  therein 
do  not  necessarily  apply.    He  has  a  rule  which  says  that  if  the 
Countiss  tariffs  make  rates  to  Deminy    \    M  .  tor  instance,  then 
Countlss  rates  shall  be  used.    Countiss  had  a  rule  that  if  the 
combination  makes  lower,  then  the  combination  shall  be  used 
t  has  been  pointed  out  by  tariff  men  of  the  Commission, 
the  shipper  cannot  know,  even  after  he  has  consulted  the  Coun- 
llss  and   Leland  tariffs,   that   he  has  found  the  rate  to  Deming 
or  any  other  point   to  which   their   tariffs   might   be  expected 
to  name  rates.     Another  set  of  tariffs   must   be  consulted  to 
rtaln.   If  the  Countiss  tariff  makes  lower  than  the   Leland, 
whether  there  is  .a  combination   lower  than  the  Countiss  rate. 
The  theory  of  the   rules   is  that  when  a  man  looks  at  a  tariff 
the  rates   named   therein   are   those  that   apply,  or  if  they  are 
not   the  ones,  that  the  tariff  will  give  the  name  and  number 
the  tariff  that  will  show  the  rates  that  do  apply.    The  Leland 
Countiss  tariffs  do  not  give  the  definite  information  that  a 
lan  who  Is  trying  to  obey  the  law  is  supposed  to  get.     The 
combination    rule   In    the.   Countiss    tariff   pre-supposes    an    easy 
Iliarity  which  the  most  expert   have,  but  which   ninety  per 
cent    of    traffic    managers    and    their    rate    men    do    not    have. 
Countiss   and    Leland,   of   course,   are   not   the   only   men   who 
lead  the  ordinary  Inquirer  Into  a  cul  de  sac. 


Downward  Tendency  in  Transportation  Prices. — This  Is 
likely  to  be  a  busv  year  for  all  men  connected  with  transpor- 
tation. II  Is  believed  that  there  Is  a  tendency  of  prices  for  trans- 
portation to  come  down.  Were  that  the  fact  with  regard  to  the 
costs  the  carriers  bear.  It  would  not  afford  any  particular  problem. 
it  Is  believed.  The  re-establishment  of  differential  passenger 
fare  routes,  the  filing  of  a  much  reduced  proportional  rate  on 
petroleum  and  its  product.*  by  the  tauisiana  ft  Arkansas,  the 


Cost  of  Rehabilitating  the  Leviathan. — It  Is  only  when  the 
government  or  somebody  else  undertake*  to  rebuild  or  repair 
anything  that  full  realization  of  the  vast  increase  in  prices 
In  the  last  ten  or  fifteen  years  breaks  in  on  the  average  man 
The  government,  having  taken  over  the  Vaterland,  which  it 
re-named  the  Leviathan  when  it  converted  It  into  a  troop  ship 

s  now  trying  to  turn  it  back  into  a  packet  freight  and  pas- 
.senger  ship.  Bids  for  doing  that  were  recently  requested  by  the 
Shipping  Board.  The  bids  for  changing  the  interior  of  the  ship 
ranged  from  $6,787,000  to  $11,518,000.  The  lowest  bid  was 
submitted  by  shipbuilders  at  Hampton  Roads  and  the  highest 
by  a  shipbuilder  on  the  Deleware.  In  the  old  days,  the  lowest 
bid  would  probably  have  produced  the  ship,  especially  if  the 
plans  were  in  hand.  The  bids  for  steward's  equipment  ranged 
from  $539,066  to  $739,736,  the  lowest  having  been  submitted  by 
a  department  store  in  Philadelphia  and  the  highest  by  an  indi- 
vidual. The  Immense  sums  mentioned  for  steward's  equipment 
are  for  things  for  the  table,  the  beds,  and  the  kitchens,  carpets, 
and  things  like  that.  The  minimum  for  such  things  alone  in 
pre-war  days,  would  have  provided  a  big  freight  ship  All 
these  bids  were  based  on  the  understanding  that  the  contract 
would  be  let  not  later  then  February  15,  1922,  and  that  it  would 
be  completed  In  not  more  than  thirteen  months.  The  bids 

t  is  believed,  give  some  Idea,  to  those  who  have  never  been 
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aboard,  of  the  luxuriousness  of  the  former  German  liner.  Except 
for  troop  ship  purposes,  the  Leviathan  has  been  the  worst  white 
elephant  the  government  has  ever  had  on  its  hands.  While 
serving  as  a  troop  ship,  the  Leviathan  was  able  to  carry  15,000 
men. 


Export  Petroleum  Rates. — The  oil  refiners  who  protested 
against  the  establishment  of  the  24.5  cent  export  rate  on  pe- 
troleum and  Its  products  from  the  north  Texas  and  mid-continent 
fields,  via  Gulf  ports,  are  expected  to  pursue  their  fight  by 
means  of  a  formal  complaint  against  the  discrimination  they 
think  has  been  erected  against  them  by  the  failure  of  the 
carrier  to  make  a  similar  reduction  in  domestic  rates  on  crude 
oil  to  their  Gulf  coast  refineries.  Not  all  Gulf  coast  refiners 
protested,  probably  because  they  were  not  much  interested  so 
long  as  they  can  continue  to  receive  their  supplies  of  crude  oil 
by  pipe  line.  The  Commission  makes  no  explanation  as  to  why 
it  refuses  to  suspend  tariffs.  It  is  suspected,  however,  that  it 
declined  to  suspend  the  24.5  cent  rate  from  the  mid-continent 
and  Texas  fields  because  it  had  previously  allowed  a  reduction 
in  export  rates  from  Casper,  Wyo.,  from  73  to  50  cents.  No 
one  made  a  protest  against  that  reduction.  The  mid-continent 
refiners  merely  asked,  when  they  learned  of  the  reduction  from 
Casper,  for  a  reduction  in  their  export  rate  from  32  to  24.5 
cents.  It  might  be  suggested,  in  connection  with  that,  that  no 
lake  front  furnace  man  objected  to  the  Lehigh  Valley  reducing 
the  import  rate  on  iron  ore  from  Perth  Amboy  to  South  Beth- 
lehem, yet  the  Commission  refused  an  extension  of  the  reduced 
rates  on  ex-lake  ore  when  the  lake  front  furnaces  protested 
against  their  extensions  beyond  January  1. 

A.  E.   H. 


HALL  BEFORE  COMMITTEE 

The  Traffic   World   Washington  Bureau 

Defense  of  the  Commission  against  charges  made  before  the 
committee  and  elsewhere  as  to  the  valuation  fixed  in  Ex  Parte 
74  and  as  to  the  Commission's  jurisdiction  over  intrastate  rates 
was  made  before  the  Senate  interstate  commerce  committee  Janu- 
ary 5  by  Henry  Clay  Hall,  whose  term  as  commissioner  expired 
December  31  and  who  is  awaiting  confirmation  of  his  reappoint- 
ment.  Mr.  Hall  was  accompanied  by  Commissioner  Esch.  Sena- 
tors Cummins,  Kellogg,  Myers,  Fernald,  Freliiighuysen,  Pomer- 
ene  and  McLean  were  present. 

Mr.  Hall  reviewed  briefly  the  story  of  Ex  Parte  74.  He  said 
had  not  section  15-a  been  enacted  by  Congress,  the  condition  of 
the  carriers  at  the  end  of  federal  control  was  such  that  the  Com- 
mission would  have  to  give  immediate  consideration  to  the  ques- 
tion of  raising  rates  and  fares. 

Senator  Cummins  referred  to  charges  that  the  Commission 
had  granted  increases  larger  than  the  carriers  requested.  Mr. 
Hall  explained  that  that  was  due  to  the  fact  that  after  the  hear- 
ing in  Ex  Parte  74  had  been  concluded,  the  Labor  Board  made 
its  wage  increase  order  and  that  that  additional  expense  had  to 
be  considered  in  making  the  rate  increases.  The  witness  showed 
the  length  of  time  and  detailed  consideration  given  to  Ex  Parte 
74. 

Taking  up  the  charge  that  the  Commission  used  the  property 
investment  account  of  the  carriers  as  the  only  basis  for  the  valua- 
tion of  118,900,000,000,  Mr.  Hall  showed  that  as  a  matter  of  fact 
the  Commission  had  utilized  every  possible  avenue  of  informa- 
tion in  arriving  at  the  figure  set  forth.  He  denied  that  the 
Commission  had  used  the  property  investment  account  as  the 
basis  and  pointed  out  that  'the  valuation  was  more  than  a  billion 
dollars  less  than  the  property  investment  account.  Before  the 
hearing  in  Ex  Parte  74,  Mr.  Hall  said,  the  Commission  requested 
Commissioner  Aitchison,  because  of  his  experience  in  valuation 
work,  to  take  charge  of  the  compilation  of  the  data  that  could 
be  used  in  arriving  at  the  valuation.  He  then  read  a  statement 
prepared  by  Mr.  Aitchison  briefly  outlining  the  method  followed 
in  fixing  the  valuation.  The  Commission  utilized  all  the  data 
available  as  the  result  of  six  years  of  valuation  work,  he  said, 
and  the  time  occupied  In  assembling  that  data  represented  572 
employe  days.  Errors  in  property  investment  accounts  of  the 
carriers  were  checked  and  consideration  was  given  additions  and 
betterments  in  recent  years,  as  well  as  the  amount  of  working 
capital,  supplies,  etc.  He  said  the  valuation  finally  determined 
happened  to  be  equivalent  to  the  capitalization  of  the  govern- 
ment rental  at  5 '4  per  cent.  Mr.  Hall  also  explained  that  the 
Commission  had  worked  up  to  the  figure  $18,900,000,000  and  not 
down  from  that  amount  The  assembling  of  the  data  used  by 
the  Commission  In  getting  the  valuation  would  have  required  one 
man's  services  for  four  years,  he  said.  These  statements  were 
made  in  behalf  of  the  Commission  in  reply  to  the  charges  that 
the  Commission  "guessed"  the  valuation. 

Senator  Pomerene  commented  on  the  charges  made  with 
reference  to  the  valuation  being  greatly  in  excess  of  the  market 
value  of  railroad  stocks  and  bonds,  saying  such  statements  were 
made  to  deceive  the  public.  Mr.  Hall  said  such  statements  were 
not  dependable.  He  said  the  Commission  had  made  a  most  seri- 
ous effort  to  arrive  at  a  fair  valuation. 

The  decisions  of  the  Commission  In  the  Intrastate  rate  cases 


were  strictly  in  accord  with  the  Shreveport  doctrine,  Mr.  Hall 
said. 

Senator  Cummins  said  the  charge  of  the  state  commissions 
was  that  the  federal  commission  raised  intrastate  rates  with- 
out proof  that  they  were  discriminatory  against  interstate  com- 
merce. 

"Did  you  assume  that  simply  because  there  was  a  disparity 
in  rates  that  that  necessarily  established  discrimination?"  asked 
the  senator. 

"We  in  no  case  have  regarded  disparity  by  itself  as  estab- 
lishing undue  prejudice  or  unjust  discrimination,"  said  Mr.  Hall, 
"If  we  had  been  disposed  to  do  so,  no  hearings  would  have  been 
necessary,  because  it  was  obvious  from  the  start  that  disparity 
existed." 

Mr.  Hall  then  discussed  the  New  York  passenger  fare  case, 
which  originated  as  the  result  of  the  charter  fare  of  2  cents  be- 
tween Albany  and  Buffalo  being  invoked  by  the  state  of  New 
York.  He  said  the  Commission  approached  that  case  precisely 
as  a  Shreveport  case.  The  discrimination  was  patent  and  wn- 
denied,  he  said,  and  yet  the  Commission  followed  the  prinicples 
of  the  Shreveport  doctrine  in  handling  the  case.  As  to  the  charge 
that  the  findings  of  the  Commission  in  the  intrastate  rate  case 
were  "stereotyped"  in  form,  he  said  the  findings  were  drawn 
that  way  deliberately  by  the  Commission  and  the  prinicples  of 
the  Shreveport  doctrine  followed. 

Questioned  by  Chairman  Cummins  as  to  repealing  the  group 
plan  of  rate  making,  Mr.  Hall  said  that  plan  would  have  to  be 
followed  regardless  of  whether  it  was  provided  for  by  law. 

"This  Commission  has  not  frozen  the  rate  structures  in  24 
states,"  said  he,  adding  that  in  not  more  than  thirteen  or  four- 
teen states  were  rates  "frozen"  and  only  in  individual  instances 
in  those  states. 


TO  CALL  AGRICULTURAL  CONFERENCE 

The  Traffic   World   Washington  Bureau 

The  transportation  problem,  as  related  to  the  agricultural 
industry,  will  be  considered  in  a  national  conference  to  be  called 
soon  by  Secretary  Wallace,  of  the  Department  of  Agriculture, 
at  the  request  of  President  Harding.  Representatives  of  the 
railroads  will  be  invited  to  participate  in  the  conference,  which 
the  President  believes  will  go  far  toward  relieving  the  depres- 
sion in  the  agricultural  industry.  In  a  letter  to  Secretary  Wal- 
lace the  President  said  it  was  unquestioned  that  a  conference 
would  bring  "us  to  a  clearer  understanding  of  the  problems  be- 
fore us." 

"I  would  like  you  to  bring  into  the  conference  not  only  the 
ablest  representatives  of  agricultural  production,  which  shall 
represent  our  country  In  the  broadest  possible  way,  but  I  think 
much  good  would  come  if  you  will  include  in  the  conference 
those  who  are  engaged  in  industry  most  intimately  associated 
with  agriculture,"  said  the  President.  "It  will  clarify  our  views 
if  we  may  have  present  representatives  of  the  more  important 
interests  which  are  closely  related  and  dependent  upon  agri- 
culture." 

President  Harding  suggested  that  the  work  of  the  conference 
be  co-ordinated  with  the  investigation  being  conducted  by  the 
congressional  joint  commission  of  agricultural  inquiry  of  which 
Representative  Sidney  Anderson  is  chairman. 

Secretary  Wallace  has  set  January  23  for  the  opening  of  the 
national  conference  on  agriculture  and  related  industries.  The 
names  of  the  delegates  will  be  made  public  when  acceptances 
have  been  received  from  those  to  whom  invitations  are  being 
sent. 


LABOR     BOARD— PENNSY     HEARING     AGAIN     POSTPONED 

Hearing  on  the  dispute  between  the  Pennsylvania  System 
and  the  Labor  Board,  which  was  scheduled  to  take  place  before 
Judge  Landis,  in  Chicago,  January  3,  was  postponed  on  the  peti- 
tion of  J.  V.  Clinnin,  assistant  United  States  attorney,  who  an- 
nounced that  a  motion  to  dismiss  would  be  filed  by  the  board. 

The  dispute  had  its  origin  in  an  order  of  the  board  instruct- 
ing the  railroad  to  re-elect  employes  .representatives  on  ballots 
providing  for  the  election  of  organizations  as  well  as  individuals. 
This  the  Pennsylvania  refused  to  do,  which  resulted  in  a  cita- 
tion by  the  board  and  a  hearing  to  determine  whether  the  car- 
rier was  acting  in  violation  of  the  above  mentioned  order.  The 
railroad  then  obtained  a  temporary  injunction  restraining  the 
board  from  finding  it  in  violation  of  the  order,  which  injunction 
was  extended  by  Judge  Landis,  at  the  time  of  postponement, 
until  January  18,  when  arguments  on  the  motion  to  dismiss 
will  be  heard. 


OHIO    ORDERS   ATTACKED 

The  Commission's  orders  in  Ohio  rates,  fares  and  charges, 
I  I.  C.  C.  493,  and  Ohio  and  Pennsylvania  rates,  fares  and 
charges,  64  I.  C.  C.  517,  relating  to  intrastate  fares  on  Ohio 
electric  railways,  have  been  attacked  by  Ohio  municipalities 
in  the  courts.  The  village  of  Hubbard  and  the  city  of  Wells- 
ville  have  brought  proceedings  to  enjoin  the  carriers  from  en- 
forcing the  orders.  No  decision  has  been  made  by  the  Ohio 
courts  in  which  the  cases  were  instituted. 
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Decisions  of  Interstate  Commerce  Commission 


INDIANA  RATES  AND  CHARGES 

On  petition  of  Kingan  A  Co.,  of  Indianapolis,  the  Commis- 
sion, in  a  report  written  by  Commissioner  Meyer  on  No.  11894, 
Indiana  Rates,  Fares  and  Charges,  opinion  No.  7303,  64  I.  C.  C. 
645-6.  has  exempted  from  its  order  in  60  I.  C.  C.  337,  the  charges 
or  rates  for  the  movement  of  live  stock  from  the  stockyards  of 
the  Belt  Railroad  £  Stockyards  Company  to  the  stockyards  of 
Kingan  *  Company,  on  the  ground  that  the  movement  from  one 
stockyard  to  another  in  the  city  of  Indianapolis  is  not  so  re- 
lated to  any  Interstate  movement  as  to  make  the  charge  im- 
posed thereon  a  factor  for  discriminating  against  interstate 
commerce  or  shippers  in  interstate  commerce,  because  there  was 
no  showing  that,  in  the  purchase  of  live  stock  at  the  yards 
maintained  by  the  Big  Four,  Pennsylvania  and  other  trunk 
lines.  Kingan  A  Company  came  into  competition  with  any  one 
engaged  In  shipping  the  stock  in  interstate  commerce. 

"Thin  movement,  practically  within  the  city  limits,  is  abso- 
lutely Independent  of  any  previous  movement."  said  Commis- 
sioner Meyer.  The  trunk  lines,  in  an  effort  to  keep  the  charges 
on  that  traffic  under  federal  control,  said  that,  as  the  revenue 
of  th>-  Indianapolis  Union,  their  belt  line,  lessened  any  deficit 
resulting  from  IU  operation  now  assumed  by  the  interstate  car- 
riers, any  reduction  in  the  charge  below  the  actual  operating 
cost  would  result  In  a  loss  to  carriers  engaged  in  interstate 
commerce.  Mr.  Meyer  said  the  record  did  not  show  the  actual 
operating  cost.  In  summing  up  and  concluding  the  matter,  the 

mission  said: 

.re  of  opinion  and  find  that  the  charge  for  the  transportation 
of  live  stock  from  the  stock  yard*  of  the  Bell  Kallroad  It  Stock  Yard* 
[•any  at  Indianapolis  to  the  plant  of  Rinnan  IL  Company,  Incor- 
porated, at  that  place.  In  effect  January  U.  1)21.  did  not.  and  for  the 
future  will  not.  cause  any  undue  or  unreasonable  advantage,  prefer- 
ence, or  prejudice  as  between  persons  or  localities  In  Intrastate  com- 
merce on  the  one  hand  and  Interstate  or  foreign  commerce  on  the 

unreasonable,    or    unjust    discrimination 
Our  order  In  this  proceeding 


other   hand,   or   any 
against  Interstate  or  foreign 
will  be  modified  acconUacIr. 


RATE  ON  GAS  OIL 

K-lteratinr  what  It  said  in  Sllgo  Iron  Store  Co.  vs.  W.  M. 

C.   643.   tbe  Commission.   In   a   report  on   No. 

10885,  Indian  Refining  Co.  vs.  Baltimore  *  Ohio  et  al..  opinion 

7302.  «4  I  C  •  643-4.  has  modified  its  former  report.  59 
I  '  ''  246.  holding  that  the  applicable  rate  on  a  tank  car  of 
gas  oil.  from  Lawrencevllle.  111.,  to  Petersburg,  Tenn..  on  June 
4.  1919.  was  62.5  cents.  Instead  of  70.5,  as  held  In  the  former 
report,  or  72  cents,  an  claimed  by  the  Railroad  Administration 
and  the  carriers  concerned.  It  said  that  reparation  should  be 
made  down  to  the  basis  of  the  62.5-cent  rate  Instead  of  down 
to  the  basts  of  tbe  70.5-cenl  rate. 

This  can*,  as  well  as  the  Sllgo  case  before  mentioned, 
raised  the  question  as  to  the  effect  of  a  provision  in  a  tariff 
used  In  making  up  a  combination  rate,  which  said  that  on  through 
shipments  on  combination  of  separately  established  rates,  but 
<>n..  lnrre«««  would  be  applied  to  tbe  through  rate,  thus  made 
on  combination. 

A  three-factor  combination  was  applied  on  this  shipment. 
The  first  factor  of  12.5  cents  was  obtained  from  a  tariff  con- 
taining the  "one  Increase  only"  rale  contained  In  Freight  Rate 
Authority  No.  10.  which  applied  oa  everything  other  than  coal 
and  possibly  one  or  two  other  commodities.  The  tariff  naming 
tbe  final  factor,  that  of  24.5  cents,  from  Columbia  to  Petersburg, 
Tenn.,  also  contained  tbe  rule. 

In  the  Sllgo  case  the  Commission  held  that  where  one  tariff 
used  In  making  a  combination  said  that  but  a  single  increase 
would  be  made  in  a  combination,  that  was  a  holding  out  to  the 
public  which  the  carriers  were  bound  to  protect.  In  the  in- 
stant case,  the  Commission  pointed  out.  tbe  first  and  last  factors 
set  forth  contained  the  full  Increase  of  4.5  cents  applicable  on 
petroleum  and  Its  products.  They  also  carried  the  rule  saying 
only  one  Increase  would  be  applied.  The  Intermediate  rate  was 
a  proportional  which  did  not  take  the  whole  of  the  4.5-cent 
Increaa*. 


GASOLINE    AND    KEROSENE 

Application  of  a  fifth  class  rate  of  22.5  cents  on  gasoline  and 
osene  from  Lexington.  Ky..  to  Cincinnati  between  January  29 
and  February  13.  1920,  was  condemned  as  unreasonable  in  No. 
12042,  Moore  Oil  Refining  Co.  TS.  Dlrector-Oeneral.  C.  N.  O.  * 
T.  P..  opinion  No.  7293,  M  I.  C.  C.  621-3  The  Commission  said 
it  was  unreasonable  to  the  extent  that  it  exceeded  a  subsequently 
eataMlshed  commodity  rate  of  14.5  cents,  which  became  opera 
live  In  February,  1920.  Application  for  such  a  commodity  rate, 
in  anticipation  of  shipments  to  be  made  to  Cincinnati  by  a  newly 
•stabUsbcd  refinery,  was  made  In  July,  1919.  The  14.5  cent  rate 


applied  from  Pryse,  a  station  on  the  L.  &  N.  with  which  the  com- 
plainant would  have  to  compete.  The  Railroad  Administration,  in 
defending  the  22.5  cent  rate,  suggested  that  the  complainant,  a 
distributor  of  oil  in  Cincinnati,  was  free  to  buy  its  oil  at  Pryse 
and  get  the  benefit  of  the  14.5  cent  rate  as  it  had  previously 
done.  For  that  reason  it  said  the  issue  was  only  as  to  reason- 
ableness and  that,  it  suggested,  was  abundantly  shown  by  show- 
ing fifth  class  rates,  as  high  or  higher  for  similar  hauls.  The 
refinery  at  Lexington,  the  Commission  said,  had  applied  for  a 
commodity  rate  and  had  filled  its  tanks  in  anticipation  of  the 
making  of  a  commodity  rate,  so  that  when  the  gasoline  and 
kerosene  moved,  in  advance  of  the  making  of  the  rate,  it  was 
a  question  whether  it  would  ship  under  the  22.5  cent  rate  or 
suspend  operation.  It  chose  to  ship  and  take  its  chances. 


RATES  ON  SHEEP 

Except  as  to  shipments  from  Kirk.  Ore.,  to  San  Francisco 
and  bay  points,  the  Commission  has  dismissed  No.  10040,  U.  M. 
Slater.  Inc.  et  al.  vs.  Southern  Pacific,  Director-General,  et  al., 
opinion  No.  7304,  64  I.  C.  C.  647-60.  holding  that  the  rates  on 
carloads  of  sheep  in  double-deck  cars  from  points  in  Oregon, 
Idaho,  Nevada  and  California  to  San  Francisco  and  other  bay 
points,  within  the  statutory  period,  were  and  are  not  unreason- 
able or  otherwise  in  contravention  of  law.  It  held  that  the  rates 
from  Kirk,  Ore.,  were  unjust  and  unreasonable  to  the  extent 
they  exceeded  the  rates  from  Chiloquin,  Ore.  The  Commission 
said  that  the  complainant  and  the  interveners  should  file  claims 
under  rule  V  for  reparation  on  shipments  from  Kirk. 

The  object  of  the  complainants  and  interveners  was  to  ob- 
tain a  rating  on  fat  sheep  in  double-deck  cars  no  higher  than 
the  rating  on  fat  cattle  in  single-deck  cars.  They  filed  their 
complaint  early  In  1918.  but  owing  to  federal  control  and  the 
necessity  for  amending  it,  it  has  been  long  before  the  Commis- 
sion. 

In  disposing  of  it.  Commissioner  Daniels,  author  of  the  re- 
port, made  an  exhaustive  explanation  of  the  practices  of  the 
carriers  and  came  to  the  conclusion  that  there  never  had  been 
such  stability  in  ratings  or  In  the  relationship  of  rates  as  to 
warrant  the  conclusion  that  the  rate  on  /at  sheep  in  double-deck 
cars  should  be  no  more  than  the  rating  on  fat  cattle,  In  single- 
deck  cars. 

The  case  was  made  complex  by  the  fact  that  one  of  the 
parties  to  the  case  was  the  Nevada-California-Oregon,  a  narrow- 
guage  road  that  bad  no  double-deck  cars  and  which  could  do 
business  with  other  railroads  only  on  the  basis  of  loading  and 
unloading  traffic  in  transit.  Originally,  away  back  in  1887,  rates 
on  fat  sheep  in  single-deck  cars  were  made  80  per  cent  of  the 
rates  on  fat  cattle  but,  Mr.  Daniels  said,  no  explanation  of  the 
original  relationship  had  been  vouchsafed.  But  the  relation- 
ship at  the  time  the  case  was  tried  was  generally  below  80  per 
cent.  He  cited  that  fact  to  show  that  if  there  ever  was  a  recog- 
nised relationship,  it  was  disrupted  long  before  the  case  came 
on  for  hearing.  Originally  the  rate  on  sheep  in  double-deck 
cars  was  made  a  percentage  of  the  rate  on  sheep  In  single-deck 
cars,  usually  170  per  cent,  prior  to  General  Order  No.  28.  The 
$15  per  car  minimum  disrupted  that  relationship  in  many  In- 
stances so  that  when  the  case  came  on  for  hearing  the  original 
relationship.  Mr.  Daniels  said,  had  disappeared,  thus  leaving  the 
question  to  be  decided  wholly  on  the  test  of  reasonableness. 

One  of  the  points  brought  up  In  the  case  was  that,  in  no 
iuaiance,  was  any  rate  Involved  Increased  after  January  1,  1910, 
ua+H  General  Order  No.  28  became  operative.  The  burden,  there- 
fore, was  on  the  complainants  to  show  unreasonableness,  in- 
stead of  the  carrier  to  show  that  the  rates  were  reasonable. 

The  complainants  contended  that  a  large  number  of  cases 
cited  by  them  proved  that  the  Commission  had  held,  without 
exception,  that  cattle  rates  per  car  fix  the  maximum  reasonable 
rates  for  sheep  In  double-deck  cars.  Mr.  Daniels  said  that  a 
check  of  the  cases  cited  did  not  sustain  that  contention.  In 
one  he  pointed  out.  the  Commission  specifically  prescribed  higher 
rates  on  sheep  than  on  cattle.  In  one  case,  he  said,  where  the 
carriers  had  admitted  that  their  rates  on  cattle  would  be  reason- 
able for  application  on  sheep,  it  had  so  held. 


RATES  ON  FRESH  MEATS 

In  a  report  on  No.  12014,  Equity  Co-operative  Packing  Com- 
pany vs.  Director-General,  as  agent  (opinion  No.  7291,  64  I.  C.  C. 
615-18).  the  Commission  held  unreasonable,  a  rate  of  54  cents 
on  fresh  meats  from  Haggart,  N.  D.,  to  St.  Paul  and  Duluth. 
established  in  1919,  to  the  extent  that  It  exceeded  a  rate  of  35.5 
cents  prior  to  August  25.  1920.  It  held  the  rate  of  30  cents  on 
packing  house  products  not  unreasonable.  The  report  also  covers 
a  sub-number  by  the  same  complainant  against  the  Northern 
Pacific.  The  Commission's  report  said  the  complainant  was 
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vitally  interested  In  a  rate  for  the  future  but,  through  over- 
sight, had  failed  to  ask  for  an  order  establishing  such  rate  as 
the  Commission  might  hold  to  be  reasonable.  No  order,  there- 
fore, was  issued  but  the  Commission's  report  might  be  taken 
to  Indicate  that  it  would  consider  unreasonable  any  rate  in  the 
future  In  excess  of  35.5  cents  plus  the  35  per  cent  advance  allowed 
carriers  in  that  territory  in  its  report  on  Ex  Parte  No.  74.  It 
found  that  the  rates  under  attack  were  unreasonable  to  the  ex- 
tent they  exceeded  35.5  cents  prior  to  August  26,  1920,  and  35.5 
plus  thirty-five  per  cent  since  that  date. 


RATES   ON   GLYCERIN 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11934,  Aetna  Explosives  Co.,  Inc.,  vs. 
Chicago  &  Eastern  Illinois  et  al.,  opinion  No.  7298,  64  I.  C.  C. 
635-6,  as  to  rates  on  glycerin,  other  than  chemically  pure  or 
bleached,  in  iron  drums,  carloads,  from  Kansas  City  to  Fayville, 
111.,  between  June,  1919,  and  August,  1920.  The  Commission 
held  them  unreasonable  to  the  extent  they  exceeded  22  cents, 
(he  rate  to  Thebes,  Fayville  being  6  miles  from  Thebes,  via  the 
Missouri  Pacific.  The  shipments  moved  over  the  Frisco  and 
the  Chicago  &  Eastern  Illinois.  Combinations  ranging  from 
33  to  40  cents  were  applied.  The  22-cent  rate  used  to  apply 
via  any  of  the  routes,  but  it  was  canceled  by  the  C.  &  E.  I.  on 
account  of  a  dispute  about  divisions.  The  Missouri  Pacific 
runs  through  the  plant  of  the  complainant  on  a  trestle  and  the- 
22-cent  rate  applied  over  those  rails,  but  owing  to  the  danger 
of  trying  to  unload  the  drums,  weighing  1,400  pounds,  from  the 
rails  on  that,  trestle,  that  route  was  not  used.  The  railroads 
did  not  defend  the  higher  combination. 

Commissioner  Campbell  dissented,  saying  that  a  22-cent  rate 
on  that  traffic  was  too* low. 


REPARATION    ON    SOFT    COAL 

In  a  third  supplemental  report  on  No.  5504,  Cotton  Manu- 
facturers' Association  of  South  Carolina  vs.  Carolina,  Clinchfield 
&  Ohio  et  al.,  opinion  No.  7297,  64  I.  C.  C.  633-4,  the  Commission 
awarded  reparation  to  the  Excelsior  Knitting  Mills  and  the 
Gault  Manufacturing  Company,  interveners  in  this  case,  on  ship- 
ments of  soft  coal  from  the  Appalachia  and  Dante  districts  in 
Virginia  to  Union,  S.  C.,  under  rates  held,  in  the  second  report 
in  this  case,  57  I.  C.  C.  584,  to  have  been  unreasonable.  The 
charges  were  paid  prior  to  December  31,  1915.  The  interveners, 
in  their  petitions  for  intervention,  asked  for  reparation,  but 
submitted  no  proof  until  this  supplemental  hearing  was  had. 
Commissioners  Hall  and  Daniels  dissented,  without,  however, 
setting  forth  their  views  as.  to  why  reparation  should  not  have 
been  awarded. 


CHARGES  ON  GLASS  BOTTLES 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12049,  Charles  Boldt  Glass  Co.  vs.  Di- 
rector-General, as  agent,  opinion  No.  7292,  64  I.  C.  C.  619-20,  as 
to  charges  on  empty  glass  bottles,  from  Carrel  Street  Station 
in  Cincinnati  to  Newport  and  Latonia,  Ky..  the  complaint  cover- 
ing fourteen  carloads  moving  in  1918  and  the  following  year. 
The  Kentucky  towns  are  in  the  switching  limits  of  Cincinnati. 
Charges  were  assessed  at  30  cents  per  ton,  twenty  tons  mini- 
mum, and  2.5  cents  per  100  pounds,  $15  per  car  minimum,  mak- 
ing a  charge  of  about  $21  per  car  for  hauls,  including  bridges, 
ranging  from  six  to  nine  miles.  In  January,  1919,  the  charge 
was  reduced  to  $6.50  per  car  minimum  and  $10  maximum.  The 
complainant  asked  for  reparation  to  that  basis  and  the  Com- 
mission so  ordered. 


RATE    ON    ANTIMONY 

Reparation  on  account  of  an  unreasonable  rate  on  imported 
antimony,  carload,  from  Seattle  to  Chicago,  111.,  during  federal 
control,  has  been  ordered  in  No.  11912,  Great  Western  Smelting 
&  Refining  Co.  vs.  Director-General,  C.  M.  &  St.  P.,  opinion  No. 
7287,  64  I.  C.  C.  605-6.  Reparation  is  to  be  made  to  the  basis 
of  a  subsequently  established  commodity  rate  of  $1.  Such  a 
rate  was  in  effect  from  California  terminals  at  the  time  of  move- 
ment. The  domestic  fourth  class  rate  of  $2.59  was  assessed  and 
collected,  yielding  $1.559.41  for  the  single  carload  that  was 
involved  in  the  case,  a  car-mile  of  71.8  cents  and  ton-mile  of  23.8 
mills.  The  subsequently  established  rate  of  $1  yields  27.7  cents 
per  car-mile  and  9.2  mills.  The  complainant  is  to  have  $957.32, 
with  interest,  returned  to  it.  Commissioner  Campbell  dissented 
on  the  ground  that  the  rate  of  $1  was  too  low  on  which  to  award 
reparation. 


fifth  class  rate.  By  exception  to  the  classification  the  fifth  class 
rate  was  supposed  to  apply  on  canned  condensed  milk,  but  the 
carriers  had  published  a  commodity  rate  two  cents  higher. 
After  the  shipment  Involved  was  made  they  canceled  the  higher 
commodity  rate  .so  that  the  fifth  class  would  apply. 


DEMURRAGE   ON    LUMBER 

Refund  of  illegally  assessed  demurrage  charges  has  been 
directed  in  a  report  on  No.  11815,  Elm  City  Lumber  Company  vs. 
Seaboard  Air  Line  et  al.,  opinion  No.  7305,  64  I.  C.  C.  660-1.  The 
demurrage  was  assessed  on  three  carloads  of  lumber  shipped 
from  Perrot,  S.  C.,  to  Petersburg,  Va.,  in  March,  1918.  The 
lumber  moved  over  the  Seaboard  for  delivery  on  the  tracks  of 
the  Atlantic  Coast  Line.  Instead  of  delivering  the  cars  to  the 
Coast  Line,  the  Seaboard  agent  sent  postal  card  notices  to  the 
consignee  that  the  cars  had  arrived  and  were  ready  for  delivery. 
No  effort  was  made  to  comply  with  the  routing  instruction  that 
Coast  Line  delivery  was  to  be  made.  After  correspondence  the 
complainant  took  delivery  on  the  Seaboard  tracks  and,  after 
paying  $230  in  demurrage,  filed  its  complaint.  The  Commission 
said  that  in  several  similar  cases  it  had  condemned  the  imposi- 
tion of  demurrage  on  shipments  withheld  from  the  carrier 
named  in  the  bill  of  lading  as  the  delivering  line. 


RATE  ON  CANNED  CONDENSED  MILK 
The  Commission,  in  a  report  on  No.  12128,  Armour  &  Co. 
vs.  Chicago  &  North  Western  et  al.,  opinion  No.  7301,  64  I.  C.  C. 
641-2,  condemned  as  unreasonable  a  commodity  rate  of  38.5 
cents  on  canned  condensed  milk,  from  Denmark,  Wis.,  to 
Bangor,  Me.,  to  the  extent  that  it  exceeded  36.5  cents,  which 
was  the  rate  contemporaneously  applicable  to  canned  milk  when 
the  shipment  moved  May  21,  1917.  The  lower  rate  was  also  the 


RATES  ON  PIPE  AND  OIL  WELL  MACHINERY 
New  rates  on  pipe  and  oil  well  machinery  are  required  to 
be  established  from  Scottsville,  Tex.,  to  Mansfield,  La.,  not  later 
than  February  28  in  accordance  with  the  Commission's  order 
in  No.  11901,  L.  A.  Norris  vs.  Texas  &  Pacific  et  al.,  opinion 
No.  7307,  64  I  C.  C.  665-6.  The  Commission  condemned  as  un- 
reasonable rates  on  pipe  and  oil  well  machinery  applicable  on 
a  carload  of  that  kind  of  stuff  shipped  in  April,  1920.  The  rates 
were  combinations  of  fifth  and  class  A.  The  fifth  class  was 
86.5  and  the  class  A,  90  cents.  The  shipment  was  undercharged. 
The  Commission  condemned  them  as  unreasonable  to  the  extent 
they  exceeded  29  cents  on  pipe  and  30.5  cents  on  oil  well  ma- 
chinery, subject  to  Ex  'Parte  No.  74  increases.  The  rates  to 
the  basis  of  which  reparation  is  to  be  made  were  those  pre- 
scribed for  similar  distances  in  the  Shreveport  case,  48  I.  C.  C. 
312.  Rates  not  in  excess  of  that  basis  are  to  be  established 
not  later  than  February  28. 


CHARGES  ON  EMPTY  TANK  CARS 

A  finding  that  the  rates  imposed  on  155  new  empty  tank 
cars  were  illegal,  and  a  direction  that  refund  be  made,  have 
been  announced  by  the  Commission  in  No.  12055,  Procter  & 
Gamble  Company  vs.  Director-General,  as  agent,  opinion  No. 
7299,  64  I.  C.  C.  637.  The  cars  moved  from  Milton,  Pa.,  to 
destinations  in  the  Carolines  between  February  and  May,  1918. 
The  holding  of  illegality  was  based  on  the  Commission's  deci- 
sion in  Aetna  Explosives  vs.  A.  G.  S.,  52  I.  C.  C.  235.  In  that 
case  it  held  that  the  6-cent  rate  per  mile  was  not  applicable 
to  new  tank  cars  moving  from  the  points  of  manufacture  to 
points  at  which  they  were  to  receive  lading  and,  therefore,  that 
it  was  not  applicable  from  Milton  to  destinations.  It  held  that 
the  rates  should  have  been  a  combination  of  Official  and  South- 
ern classification  ratings  based  on  Lynchburg  and  Petersburg, 
Va. 


RATE  ON  CORN   MEAL 

A  finding  of  unreasonableness,  an  award  of  reparation,  and 
a  denial  of  fourth  section  relief  have  been  made  in  No.  12114, 
Charleston  Milling  Co.  vs.  Missouri  Pacific  et  al.,  opinion  No. 
7309,  64  I.  C.  C.  671-2,  as  to  the  rate  on  a  carload  of  corn  meal 
from  Memphis  to  Charleston,  Mo.,  shipped  in  March,  1920.  The 
unreasonableness  consisted  of  a  joint  rate  in  excess  of  the 
combination  of  the  intermediate  rates.  Relief  from  that  part 
of  the  fourth  section  was  denied  in  fourth  section  order  No. 
8122,  as  of  February  23. 


GRAIN  CHARGES  AT  TEXAS  PORTS 

In  a  report  on  I.  and  S.  No.  1 387,  Absorption  of  Terminal 
Charges  on  Grain  for  Export  at  Texas  Ports,  opinion  No.  7296, 
04  I.  C.  C.,  629-32,  the  Commission  found  the  proposal  of  the 
Minneapolis  &  St.  Louis.  Chicago  Great  Western  and  their  con- 
nections to  limit  absorption  charges  for  switching  and  unloading 
grain  and  certain  grain  products,  at  Galveston.  on  shipments 
from  Minneapolis,  when  originating  beyond  and  when  for  ex- 
port, justified  in  part.  It  held  part  not  justified  and  directed 
the  carriers  to  modify  their  proposals  and  put  in  tariffs  In 
accordance  with  the  views  expressed  in  the  report  not  later  than 
March  21. 

The  main  proposal  was  to  make  the  absorption  provisions 
on  the  traffic  from  Minneapolis  conform  to  those  in  effect  on 
traffic  from  Missouri  River  gateways  and  from  Nebraska,  Kan- 
sas, Missouri  and  Oklahoma.  That,  the  Commission  said,  vras  all 
right.  But  it  said  no  justification  had  been  shown  for  other  things 
in  the  suspended  tariffs,  especially  an  item  providing  for  only 
partial  absorption  for  switching  grain  in  sacks,  nor  for  the  Item 
providing  for  only  partial  absorption  for  switching  wheat,  flour, 
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bran  and  malt  in  sacks  or  barrels.  It  said  there  is  complete  ab- 
sorption on  such  traffic  from  the  Missouri  River  gateways  and 
(he  states  hereinbefore  mentioned,  from  which  a  much  greater 
volume  of  traffic  moves. 

In  it*  order  the  Commission  required  the  carriers  involved 
to  apply  "regulations  and  practices  providing  for  absorption  of 
the  switching  and  unloading  charges  of  the  Galveston  Wharf 
Company  and  the  Southern  Pacific  Terminal  Company  at  Gal- 
veston. Tex.,  on  grain.  In  carloads,  moving  over  lines  parties  to 
Minneapolis  £  St.  I»uis  tariff,  I.  C.  c.  No.  B418,  and  on  wheat, 
flour,  bran  and  malt,  in  carloads,  moving  over  lines  parties  to 
Chicago  Great  Western  tariff.  I.  C.  C.  No.  5049,  from  Minneapolis. 
Minn.,  when  originating  beyond  and  when  for  export,  to  the 
same  extent  that  such  charges  are  absorbed  by  them  on  like 
traffic  from  Missouri  River  gateways  and  from  points  in  Nebras- 
ka, Kansas.  Missouri  and  Oklahoma." 


RATES  ON  WALNUT  LUMBER 

In  another  effort  to  adjust  rates  from  interior  Iowa  cities 
to  destinations  eaat  of  the  Illinois-Indiana  line,  the  Commission, 
on  further  hearing  in  No.  10149,  Board  of  Railroad  Commission- 
ers of  the  State  of  Iowa  et  al.  vs.  Minneapolis  &  St.  Louis  et  al.. 
opinion  No.  7310,  64  I.  C.  C.  673-8,  held  unreasonable  and  unduly 
I>rt-judiclal  combination  rates  on  walnut  dimension  timber,  not 
further  finished  than  sawed  to  shape,  from  Des  Molnea  to  des- 
tinations east  of  the  Illinois-Indiana  line,  or  for  export,  to  the 
extent  that  the  proportional  commodity  rates  from  Des  Molnes  to 
upper  Mississippi  River  crossings,  east  bank,  exceeded,  exceed 
or  may  exceed  57  per  cent  of  the  corresponding  proportional 
commodity  rates  from  the  Missouri  River  cities  to  the  Missis- 
sippi crossings.  The  original  report  In  this  case  was  made  In 

I    C.  C.  484. 

The  rates  made  In  accordance  with  the  percentage  measure 
•et  forth  In  this  report  are  to  be  made  operative  not  later  than 
March  25.  The  order  require*  the  proportional  commodltiy  rates 
from  Des  Moines  to  the  crossings  between  East  Dubuque  and 
East  Keokuk.  when  destined  to  points  east  of  the  Illinois-Indiana 
line  or  for  export  to  be  no  more  than  57  per  cent  of  the  Contem- 
poraneous corresponding  rate*  from  Missouri  River  cities  to  east- 
bank  Mississippi  River  crownings  between  East  Dubuque  and 
Bast  St.  I/)uls. 

This  Is  a  modification  of  the  Commission's  former  report  to 
the  extent  that  the  Commission  now  permits  the  rates  to  be 
.".7  Instead  of  55  per  cent  of  the  rates  between  the  two  rivers. 
The  carrier*  contended  that  they  had  complied  with  the  prior 
order,  but  the  complainants  convinced  the  Commission  that  they 
had  not,  while  the  defendants  convinced  the  Commission  that 
the  percentage  should  bare  been  67  Instead  of  55. 

mlsstoner  Eastman,  author  of  the  report,  went  exten- 
sively Into  the  whole  question  of  rates  to  and  from  Interior  Iowa 

-.  rates  to  the  crossings  and  rate*  between  the  Missouri  and 
Mississippi  rivers  dealt  with  In  various  case*,  beginning  with 
the  Warnock  case.  In  21  I.  C.  C.  54«. 


RATES  ON  CAST  IRON  PIPE 

The  Commission,  In  a  report  un  I.  and  S.  No.  1413.  Cast  Iron 
Pipe  and  Connections  from  the  Birmingham  District  to  Montana 
Points,  opinion  No.  7300.  (4  I.  C.  C.  638-40.  has  held  Justified  the 
proposal  of  the  carriers  to  cancel  the  existing  basis  for  making 
and  applying  rates  on  the  commodities  mentioned  In  the  title  of 
the  case,  and  restoring  the  old  basis  of  combination  on  St.  Louis. 
This  follows  the  restoration  of  the  same  basis  to  the  south- 
west. 

General  Order  No.  28  and  I  he  subsequent  Increases  threw 
the  rate  structure  oat  of  line  so  much  that  the  Joint  through 
rates  became  lem  than  the  combinations-  on  St.  Louis.  Omaha 
and  St.  Paul  and  placed  some  of  the  carriers  at  a  disadvantage, 
In  comparison  with  competitors,  for  business  through  the  three 
gateways  to  the  northwest.  The  restoration  of  the  old  basis  will 
hare  the  effect  of  Increasing  rates  on  the  commodities  Involved 
from  40  cents  to  $1.20  per  ton. 


GYPSUM  ROCK  MINIMUM 

On  account  of  a  failure  of  proof,  the  Commission  has  dis- 
missed No.  11619,  Acme  Cement  Plaster  Co.  vs.  St.  Louis-San 
Francisco  et  al.,  opinion  No.  7306,  64  I.  C.  C.  662-4,  holding  that 
on  the  evidence  there  was  no  basis  for  determining  whether  the 
tariff  minima  on  crushed  gypsum  rock  from  Gladys,  Okla.,  to 
Cape  Girardeau,  and  from  Grand  Rapids,  Mich.,  to  Hannibal  and 
Prospect  Hill,  Mo.,  are  reasonable  or  otherwise.  The  dismissal 
carries  with  it  No.  11621,  Same  vs.  Pere  Marquette  et  al.,  and  a 
sub-number  of  the  last  mentioned  case. 

The  Commission  said  the  exhibits  showed  that  the  marked 
capacity  of  cars  bears  no  consistent  relation  with  the  cubic  ca- 
pacity. It  said  they  showed  that  of  cars  marked  100,000  pounds 
capacity,  the  cubic  capacity  ranged  from  824  to  1,818  feet. 
Despite  that  wide  variation,  the  Commission  said  the  minimum 
in  each  car  was  90,000  pounds.  But  it  said  that  the  record  did 
not  afford  warrant  for  making  any  finding  as  to  the  minima  on 
such  a  showing  as  that. 


RATE  ON  COPPER  BARS 

Against  the  dissent  of  Commissioner  Eastman,  the  Commis- 
sion has  dismissed  No.  11755.  Raritan  Copper  Works  vs.  Dlrector- 
General.  New  York.  Ontario  *  Western  et  al..  opinion  No.  7313. 
«4  I.  C.  C.  €91-3.  (milling  not  unreasonable  or  otherwise  unlawful 
a  rate  of  22.5  rents  on  nipper  bars,  rough  cast,  carloads,  from 
Rome.  N.  Y..  to  Perth  Amboy.  N.  J.  The  shipments,  2.r,  carloads, 
mored  In  January.  1920,  Just  prior  to  the  publication  of  a  rate 
of  1*  rents. 

umissloner  Eastman  in  his  dissent  pointed  out  that  the 
complainant  had  asked  for  a  rate  of  18  rents  because  contempo- 
raneously there  was  an  ix  rent  rate  on  copper  wire  In  the  oppo- 
site direction.  Wire  is  the  more  valuable  commodity.  Kighteen 
cents  was  also  the  rate  on  bars  In  the  opposite  direction.  Mr 
Eastman  called  attention  to  the  fact  that  the  Director-General 
had  promised  the  lower  rate  and  that  the  record.  In  his  estima- 
tion, did  not  support  a  finding  that  the  higher  rate  was  reasonable. 


CHARGES  ON  NITROCELLULOSE 

The  Commission  has  dismissed  No.  11952,  E.  I.  Du  Pont  De 
Nemours  &  Co.  vs.  Director-General,  Raritan  River  Railroad,  et 
al..  opinion  No.  7308.  64  I.  C.  C.  667-70.  holding  that  the  charges 
on  six  carloads  of  wet  nitrocellulose,  shipped  in  November, 
1918,  from  Hopewell,  Va.,  to  Haskell,  N.  J.(  and  reconsigned  to 
Haskell,  N.  J.,  were  not  unreasonable  or  otherwise  unlawful. 

This  is  the  case  in  which  the  carriers  showed  the  Commis- 
sion that  they  had  moved  the  cars  so  rapidly,  owing  to  the 
highly  inflammable  character  of  the  commodity  and  the  requests 
of  the  War  Department  for  speed,  that  the  reconslgnment  orders 
never  caught  up  with  them.  Nine  railroads  participated  in 
the  movement,  so  the  hauls  between  Junctions  were  short.  The 
shipment  was  started  from  Hopewell  on  the  evening  of  Novem- 
ber 12.  At  2:30  p.  m.  the  next  day  a  telephonic  request  for 
diversion  was  received,  but  before  that  request  could  be  tele- 
graphed to  the  office  which  handled  reconsignment  orders  the 
cars  had  left  the  rails  of  the  Norfolk  &  Western.  That  carri.  i> 
tried  to  beat  the  cars  to  Junction  points  of  connections,  but  in 
every  instance  the  cars  were  ahead  of  the  telegraphic  or  mail 
orders  to  divert,  the  fourteen  or  fifteen  hours'  start  of  the 
freight  having  given  (hem  such  a  lead  that  the  properly  pr<- 
pared  and  recorded  reconsignment  orders  did  not  overtake  the 
cars.  The  complainant  contended  that  if  the  order  had  been 
telegraphed  to  Philadelphia  instead  of  mailed.  It  would  have 
overtaken  the  cars.  The  order  was  mailed  when  it  was  as- 
sumed that  the  telegraphic  orders  certainly  would  reach  Poto- 
mac Yards  before  the  cars.  The  Commission  said  that  that 
was  conjectural  and  refused  to  order  reparation. 

In  explanation  of  the  failure  of  the  telegrams  to  head  off 
the  cars,  it  was  explained  that  the  clerks  handling  diversion 
and  reconsignment  orders  frequently  receive  telegrams  about 
cars  of  which  they  have  no  record.  To  enable  them  to  keep 
their  records  they  must  send  for  the  records  to  the  car  record 
offices,  which  causes  a  delay  of  as  much  as  10  or  12  hours,  so 
that  by  the  time  the  records  were  in  shape  In  this  case,  the 
cars  had  gone  beyond  all  the  Junction  points  where  diversion 
would  have  been  possible. 

ILLINOIS  CEMENT  RATES 

Further  hearing  In  13061,  Universal  Portland  Cement  Com- 
pany vs.  A.  T.  it  S.  F.  et  al.,  was  held  before  Examiner  John  B. 
Keeler  in  Chicago,  January  4.  The  original  hearing  was  held 
early  In  December.  1921,  but  was  suspended  at  the  request  of 
representatives  of  the  state  of  Illinois,  who  asked  permission 
to  confer  with  representatives  of  the  carriers  and  the  cement 
makers  before  the  case  went  to  trial.  The  issue  involved  was 
nn«"«*  discrimination  against  the  Universal  company's  plant  at 
Bvflngton.  Ind..  in  favor  of  mills  within  the  state  of  Illinois, 
because  of  the  lower  scale  of  rates  in  effect  from  the  Illinois 
mills  to  destinations  within  the  state  as  compared  with  the 
interstate  level,  as  set  by  the  Commission  in  the  cement  case, 
docket  No.  8182.  In  the  supplemental  order,  52  I.  C.  C.,  225-234. 

At  the  opening  of  the  hearing,  January  4,  Robert  W.  Camp- 
bell, speaking  for  all  Illinois  carriers,  said  the  carriers  were 
willing  to  substitute  for  the  rates  now  in  effect,  interstate,  the 
rates  provided  for  scale  2  territory  in  the  above  mentioned 
order,  plus  2  cents  a  hundred  pounds,  as  provided  in  General 
Order  28,  and  plus  35  per  cent,  instead  of  the  40  per  cent  origin- 
ally added  in  compliance  with  the  order  of  the  Commission  in 
Kx  Parte  74.  This  proposal  was  substantially  one  of  the  alterna- 
tives proposed  by  representatives  of  the  state  of  Illinois  at  the 
conference,  which  followed  the  adjourned  hearing.  Mr.  Camp- 
bell said  that  in  making  this  offer  the  carriers  did  not  admit 
that  the  rates  were  at  present  unreasonable.  But  he  said  an 
investigation  had  disclosed  numerous  discriminations,  which  it 
was  planned  to  remove. 

Murray  Billings,  assistant  western  traffic  manager  for  the 
complaining  company,  was  the  only  witness  for  the  Universal 
company.  He  gave  a  detailed  history  of  the  Interstate  and  in 
trastate  rate  structures  involved,  and  quoted  (he  language  of 
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the  Commission  in  its  decisions  in  the  western  cement  investiga- 
tion to  the  effect  that  the  Illinois  intrastate  structure  was  in- 
consistent with  the  general  level  of  cement  rates  throughout 
\\Vstern  Trunk  Line  territory.  This  inconsistency,  he  said,  was 
aggravated  by  the  percentage  increase  in  Ex  Parte  74  and 
nmounted,  in  actual  figures,  to  as  high  as  14  cents  a  barrel  in 
many  instances.  He  said  that  a  difference  of  1  cent  was  often 
a  controlling  factor  and  that  5  cents  was  enough  to  shut  his 
company  out  of  such  a  strongly  competitive  market  as  the  state 
of  Illinois.  He  said  his  company  had  been  absorbing  the  differ- 
ences in  the  rates  only  because  it  wanted  to  retain  good  will 
in  that  state  and  that  there  were  instances  where,  in  spite  of 
this  willingness,  the  difference  had  become  so  marked  as  to 
drive  it  out  of  particular  localities  altogether.  On  being  pressed 
for  specific  examples  of  the  sort,  however,  the  witness  said  he 
was  unable  to  think  of  any  on  the  spur  of  the  moment. 

H.  M.  Slater,  appearing  for  the  Illinois  department  of  public 
works  and  buildings,  took  exception  to  the  statement  made  by 
the  witness  that  all  cement  was  sold  on  a  delivered  basis.  He 
said  the  state  of  Illinois  had  asked  for  bids  on  its  1922  needs 
on  a  mill  basis,  because  it  figured  that  the  cement  could  be 
more  economically  distributed  in  that  way.  Only  one  company, 
however,  he  said,  elected  to  submit  bids  as  asked  for  by  the 
state,  the  remainder  adhering  to  the  delivered  basis,  which  they 
evidently  preferred. 

Objection  was  voiced  by  John  M.  Burchmore,  attorney  for 
Illinois  cement  interests,  against  broadening  the  issues  by  allow- 
ing representatives  of  the  Indiana  Portland  Cement  Company, 
of  Limedale,  Ind.,  to  put  in  evidence  regarding  the  rates  into 
Illinois  from  that  point  On  the  stipulation,  however,  that  the 
evidence  was  offered  as  being  cumulative  only  to  that  put  in  by 
the  complainants,  it  ^as  allowed  to  go  in. 

Mr.  Burchmore  called  attention  to  the  wording  of  the  com- 
plaint, in  which  present  intrastate  rates  were  compared  with 
rates  made  on  the  8182  scale  labeled  "rates  as  they  should  be." 
He  said  that  this  praved  the  complainants  were  not  so  much 
interested  in  the  removal  of  any  alleged  discrimination  as  they 
were  in  having  the  Illinois  intrastate  rates  raised  to  the  inter- 
state level. 

"They  do  not  say  that  the  interstate  rate  is  too  high,"  he 
said.  "On  the  other  hand,  as  I  read  the  complaint,  they  do  say 
that  the  intrastate  rate  is  too  low,  thus  in  effect  asking  the 
Commission  to  raise  those  rates  rather  than  attempt  to  remove 
the  discrimination  by  reducing  the  interstate  rates  from  Buffing- 
ton,  or  hy  raising  one  and  lowering  the  other  to  a  common  level." 

Interveners  for  the  Missouri  Portland  Cement  Company,  the 
Continental  Portland  Cement  Company  and  the  Atlas  Portland 
Cement  Company  announced  they  would  put  in  no  testimony, 
inasmuch  as  separate  cases  involving  the  rates  from  Missouri 
points  were  to  be  tried  later  in  the  month. 

With  the  exception  of  a  five-minute  interval  in  which 
Thomas  Farrell,  assistant  general  freight  agent  of  the  Wabash, 
made  a  statement  pleading  for  a  uniform  basis  of  cement  rates, 
interstate  and  intrastate,  in  Western  Trunk  Line  territory,  the 
whole  of  the  second  day  of  the  hearing  was  given  over  to  the 
direct  testimony  of  E.  S.  Gubernator,  traffic  manager  of  the 
Lehigh  Portland  Cement  Company,  speaking  for  Illinois  cement 
producers  who  intervened  on  behalf  of  the  defending  carriers. 
Mr.  Gubernator's  testimony  took  the  shape  of  numerous  exhibits 
which  he  said  proved  the  intrastate  rates  to  be  reasonable  per 
se,  and  which  also,  in  his  opinion,  showed  that  the  8182  scale, 
which  complainants  urged  be  used  as  the  basis  for  revised  Illi- 
nois intrastate  rates,  was,  in  fact,  not  the  basis  for  cement  rates 
in  a  great  part  of  Western  Trunk  Line  territory. 

In  seeking  to  prove  the  reasonableness  of  the  rates,  the 
witness  compared  them  with  rates  in  the  same  territory  on 
brick,  hollow  tile,  lime,  coal  and  other  commodities,  and  also 
compared  the  rates  proposed  by  the  complainants  with  rates 
on  cement  from  points  in  C.  F.  A.  territory.  The  result,  he  said, 
showed  that  the  cement  rates  in  Illinois  and  those  into  other 
surrounding  territory  would  be  practically  the  same;  "and  the 
Commission  itself,"  he  continued,  "said,  in  the  decision  in  No. 
8182,  that  the  Illinois  rates  might  properly  be  on  a  lower  basis 
than  those  to  the  adjacent  states." 

Damage  claims  on  19,118  cars  shipped  by  his  company  in 
1920  amounted  to  $2,324.85,  said  the  witness,  or  an  average  of 
only  12  cents  a  car. 

In  comparing  the  rates  from  Buffington,  Ind.,  into  Illinois 
with  the  Illinois  intrastate  rates,  the  witness  urged  the  examiner 
not  to  lose  sight  of  the  fact  that  the  Buffington  mileage  was,  in 
all  cases,  based  on  the  distance  to  the  destination  from  Chicago. 
Bufllngton,  he  said,  was  22  miles,  via  short  line,  from  the  Chi- 
cago trunk  line  terminals.  This  figure,  however,  did  not,  in  his 
opinion,  represent  the  real  mileage  advantage.  He  said  that 
Western  Trunk  Line  tariffs  contained  a  provision  to  the  effect 
that  shipments  from  Bufflngton  must  not  pass  through  the  Chi- 
cago switching  district.  This,  he  said,  often  made  the  actual 
mileage  traveled  by  a  car  of  cement  far  in  excess  of  the  short- 
est two  or  three  line  mileage  on  which,  according  to  instructions 
in  8182,  the  rate  was  figured.  To  Waukegan,  for  instance,  he 
said  that  the  actual  mileage  from  Chicago  was  35  miles,  and  it 
was  upon  that  mileage  that  the  rate  was  figured.  In  order  to 


get  to  Waukegan  from  Buffington  without  traversing  the  Chi- 
cago switching  district,  however,  he  said,  the  car  had  to  be 
hauled  120  miles. 

The  bone  of  contention  on  the  morning  of  the  third  day  of 
the  hearing,  January  6,  was  the  question  as  to  whether  rates  to 
Chicago  were  included  in  the  scope  of  the  controversy.  At 
the  beginning  of  the  hearing  Harry  I.  Allen,  attorney  for  the 
complainants,  announced  that  he  had  amended  the  complaint 
specifically  to  exclude  points  within  the  Chicago  switching  dis- 
trict Opposition  to  this  exclusion  was  voiced  by  representatives 
of  the  state  of  Illinois,  who  said  they  wanted  any  basis  the  Com- 
mission might  fix  for  Illinois  cement  rates  to  be  made  ap- 
plicable throughout  the  state,  and  that  there  was  no  reason  why 
Chicago  should  be  favored  in  spite  of  the  fact  that  the  shipments 
to  that  city  were  very  heavy. 

Mr.  Burchmore  said  that  the  rates  to  Chicago  would  neces- 
sarily have  to  be  considered,  because  any  raise  in  the  rates  to 
intermediate  points  from  intrastate  origin  points  would  create 
fourth  section  violations  unless  the  Chicago  rates  were  also 
raised.  These,  he  said,  might  be  avoided  by  specific  permission 
from  the  Commission,  but  he  called  attention  to  the  fact  that 
the  Illinois  statutes  also  contained  a  provision  similar  to  the 
fourth  section  of  the  act  over  which  the  Commission  had  no 
control. 

Mr.  Allen  finally  said  that  he  thought  the  rates  to  Chicago 
from  Illinois  destinations  might  well  be  taken  into  consideration, 
providing  those  from  Bufllngton,  Ind.,  to  the  same  destination 
were  not  involved.  Mr.  Gubernator,  who  was  still  on  the  stand, 
then  proceeded  to  introduce  a  number  of  exhibits  which  he 
said  showed  the  rates  to  Chicago  from  Illinois  producing  points 
not  to  be  unreasonably  low.  Since  these  were  the  lowest  rates 
in  Illinois  on  cement,  he  said,  the  others  must  also  be  reasonable 
or  more  than  reasonable. 


LEIGH  ELLIS  CASE  TO  SUPREME  COURT 

The  Traffic   World   Washington  Bureau 

The  case  of  Leigh  Ellis  &  Co.  vs.  Payne,  as  agent  (Traffic 
World,  Dec.  24,  p.  1329),  is  on  its  way  to  the  Supreme  Court 
of  the  United  States,  either  on  a  writ  of  error  or  writ  of  certio- 
rari.  Application  for  such  writs  has  been  made  by  Edgar 
Watkins  of  Atlanta,  attorney  for  the  plaintiff,  because  the  circuit 
court  of  appeals  has  sustained  the  decision  of  the  federal  court 
for  the  northern  district  of  Georgia. 

The  district  court  sustained  a  demurrer  in  which  the  Rail- 
road Administration  set  up  the  suit  came  too  late,  having  been 
filed  more  than  two  years  and  one  day  after  the  cause  of  action 
accrued,  although,  in  the  trial  of  the  Decker  case,  the  Railroad 
Administration,  according  to  the  contention  of  Mr.  Watkins, 
promised  to  govern  itself  in  accordance  with  the  decision  of 
the  Commission  in  that  case. 

Mr.  Watkins,  in  his  brief  in  support  of  his  application  for 
a  writ  of  error,  contended  that  the  trial  court  erred  in  sustaining 
the  demurrer,  because  questions  were  presented  which  should 
have  .been  submitted  to  the  jury,  one  of  the  questions  of  fact 
being  as  to  whether  there  was  such  a  shortage  of  weight  in 
the  cotton  shipped  as  was  reasonably  within  the  meaning  of 
"weight,  subject  to  correction,"  or  whether  such  phrase  had 
reference  only  to  slight  variations  in  different  weighing  scales. 
He  also  contended  that  the  pleadings,  both  of  the  claim  of 
limitation  and  of  the  effect  of  the  bill  of  lading,  raised  ques- 
tions of  fact  for  consideration  by  a  jury. 

Another  error  alleged  against  Judge  Sibley  was  his  holding 
that  the  insertion  of  the  words  to  qualify  the  statement  of 
weight  "subject  to  correction"  rendered  the  order  bill  non- 
negotiable.  The  Pomerene  law  forbids  the  insertion  of  any- 
thing in  an  order  bi'1  of  lading  that  will  destroy  its  negotiability, 
except  it  be  in  writing  on  the  face  to  which  the  shipper  has 
consented. 

Watkins's  contention  was  that  the  words,  "subject  to  correc- 
tion," could  mean  no  more  than  the  variation  in  weight  due  to 
the  fact  that  different  scales  were  used,  or  that  one  weighing 
was  done  more  carefully  than  another.  Otherwise  the  bill  of 
lading  would  have  been  in  violation  of  the  Pomerene  bill  of  lading 
law.  He  also  pointed  out  that  bales  of  cotton  have  been  held, 
in  Y.  &  M.  V.  vs.  Brent,  Loyd  vs.  Kansas  City,  Memphis  & 
Birmingham,  now  St.  Louis-San  Francisco,  and  Southern  Ex- 
press Co.  vs.  Crook  (44  Ala.  468),  as  not  being  packages  or 
package  freight.  He  contended,  therefore,  the  railroad  agent 
who  said  he  had  received  300  bales  of  cotton,  weight  so  much, 
"subject  to  correction,"  had  not  performed  his  whole  duty  when 
he  issued  an  order  bill  of  lading -for  the  cotton. 


C.    M.   &   G.    EXTENSION 

Authority  has  been  granted  the  Chicago,  Milwaukee  &  Gary 
to  build  a  line  29.2  miles  long  to  connect  its  disjointed  parts 
which  are  now  bound  together  by  means  of  trackage  rights  over 
the  rails  of  the  Elgin,  Joliet  &  Eastern.  By  constructing  the 
missing  link  the  applicant  will  be  able  to  avoid  the  operation 
of  its  trains  through  the  congested  district  traversed  by  the 
Elgin,  Joliet  &  Eastern  at  Joliet.  The  line  it  is  proposed  to 
build  is  estimated  to  cost  $2,700,000. 
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Tentative  Reports  of  the  Commission 


ILLEGAL  DEMURRAGE  ' 

A  finding  of  Illegality  and  an  order  of  reparation  have  been 
recommended  by  Attorney-Examiner  Charles  F.  Gerry,  in  a 
report  on  No.  12756,  Standard  Underground  Cable  Company  vs. 
Lebigh  Valley,  as  to  demurrage  charges  assessed  by  the  Lehigh 
Valley  at  Maurer,  X.  J.,  on  cars  received  in  June  and  July, 
1920,  during  the  switchmen's  strike  and  constructively  placed, 
in  accordance  with  the  previous  practice  of  the  carrier  in  hand- 
ling the  traffic  of  the  complainant.  The  arrangement  prior  to 
the  strike  was  that  the  cars  for  the  complainant  should  not  be 
placed  on  its  tracks  until  ordered  by  the  complainant.  They 
were  therefore  held  and  given  constructive  placement.  When 
the  strike  broke  out  the  complainant  gave  written  notice  to 
have  its  traffic  placed  without  waiting  for  orders.  The  examined 
said  the  carrier  disregarded  the  Instruction  and  that  therefore 
the  demurrage  charges  imposed  under  constructive  placement 
were  Illegal  and  should  be  returned,  for  all  the  time  prior  to 
actual  placement. 

HAY,  DAKOTA  TO  MONTANA 

Dismissal  of  the  complaint  has  been  recommended  by  Ex- 
aminer H.  J.  Wagner  In  a  tentative  report  on  No.  12943,  W.  P. 

>  reux  Co.  vs.  Director-General,  as  agent,  on  a  finding  that 
charges  on  hay  from  points  in  Minnesota,  North  Dakota  and 
South  Dakota  to  stations  In  Montana  during  federal  control  were 
not  unreasonable.  The  complainant's  sole  contention  was  that 
the  applicable  minimum  weight  of  25,000  pounds  could  not  be 
loaded  Into  the  cars  furnished  and  that  It  was  unreasonable  to 
assess  charges  based  on  other  than  the  cubical  capacities  of  such 
cars.  The  examiner  said  because  of  a  drouth  In  Montana  In 
1919,  one-half  of  the  commodity  and  of  the  class  E  rates  were 
made  effective  on  hay  and  feed  and  that  the  charges  assailed 
were  based  on  one-half  of  the  applicable  commodity  rates  and  th» 
25.000-pound  minimum.  He  said  the  practice  of  securing  revenue 
through  a  minimum  higher  than  the  capacity  of  the  cars  fur- 
nished should  be  condemned,  but  where,  an  in  this  Instance, 
abnormally  per-car  charges  resulted  under  emergency  rates  ef» 
tabllshed  for  a  short  time  as  a  temporary  relief  measure,  a 
shipper  had  no  well-founded  claim  for  reparation  because  he 

.1  not  load  to  the  prescribed  minimum. 

SWITCHING  AT  PORT  ARTHUR,  TEX. 

In  an  emphatically  phrased  report  on  No.  11889.  Port  Arthur 
Chamber  of  Commerce  and  Shipping  vs.  Texarkana  *  Fort  Smith 
et  al..  A  xamlner  William  B.  Hunter  has  advised  the 

Commission  to  require  the  Texarkana  ft  Fort  Smith  cancel  that 
part  of  Its  tariffs  In  which  It  says  It  will  not  accept,  for  switch- 
ing, any  freight  for  export  arriving  at  Port  Arthur,  except  lum- 
ber or  timber:  and  that  It  will  not  accept  for  switching  any 
freight  between  Its  Port  Arthur  Interchange  with  the  Texas  ft 
NVw  Orleans  and  any  Industry  or  warehouse  located  on  the  docks 
or  wharves  of  the  Port  Arthur  Canal  ft  Dock  Company,  except 
lumber  and  timber,  because  such  restrictions  are  unreasonable. 

A  further  recommendation  Is  that  the  defendants.  Texar- 
kana ft  Fort  Smith  and  the  Texas  It  New  Orleans,  be  required  to 
establish  through  routes  to  and  from  the  facilities,  warehouses, 
and  Industries  on  and  to  shipside  at  the  wharves  and  docks  of 
the  Port  Arthur  Canal  ft  Dock  Company,  via  the  Interchange  be- 
tween the  Texas  *  New  Orleans  and  the  Texarkana  ft  Fort  Smith 
at  Port  Arthur,  where  there  Is  such  a  through  route  via  the  in- 
terchange between  those  carriers  at  Beaumont.  Texas. 

The  end  to  be  accomplished  by  the  cancellation  and  the 
establishment  of  the  new  tariffs  Is  the  Interchange  of  freight 

ie»n   ihf  Kansas  City  Southern  and  the  Southern   Pacific  at 

<hur  where  there  Is  physical  connection  between  them 

tiange  arrangements,  except  upon  the  basis  of  higher 

charges  than  would  accrue,  the  examiner  said,  than  If  It  took 

place  at   Beaumont,  except   on   lumber   and   timber.     The   two 

systems  do  have  free  reciprocal  Interchange  on  those  commodities 

bat  on  all  other  freight  the  additional  charges  range  from  2.5 

to  6.5  cents  per  100  pounds  higher. 

ordlng   to   Hunter,   the  object   of   the   restrictions   is   to 
give  the  Kansas  City  Southern  a  road-haul   revenue  on  every- 
thing that  goes  to  the  dock  at  Port  Arthur  from  Beaumont  to 
It   owns  the   Fort   Smith   Railroad   and   the   Port 
Arthur  dork  and  canal. 

Hunter  said    the  dork  company  could   not  exclude  anybody 

from  ttif  use  of  its  facilities  but  that  the  Kansas  City  Southern. 

ng  a  switch  line  at  Port  Arthur  between  the  tracks  of  Its 

sobsldarjr  and  the  tracks  of  the  Texas  ft  New   Orleans,  a  sub- 

iry  of  the  Southern  Pacific,  forced  the  Southern   Pacific  and 

subsidiaries  to  give  it  a  road-haul  revenue  from  Beaumont  to 

f  Arthur,  even  when  the  actual  interchange  took  place  at  Port 
11  r. 


No  complaint,  he  said,  had  been  made  by  the  Texas  &  New 
Orleans  "seemingly  because  the  Southern  Pacific  port  interests 
are  at  a  competing  port — Galveston." 

No  objection  was  made  to  the  prayer  of  the  complainant. 
Hunter  said,  except  by  the  Kansas  City  Southern  and  its  only 
objection  was  to  the  performance  of  the  switch  movement  be- 
tween the  Port  Arthur  interchange  and  the  dock  on  a  switching 
basis.  It  contended  that  requiring  it  to  switch  there  would  be 
forcing  it  to  open  its  water  terminals  to  other  roads. 

"Removal  of  the  switching  restriction,"  the  examiner  said, 
"will  enable  the  defendants  to  establish  the  additional  through 
routes  to  and  from  the  dock  company,  by  making  the  present 
rates  apply  via  either  the  Port  Arthur  or  the  Beaumont  inter- 
change." 

With  regard  to  the  contention  of  the  Kansas  City  Southern, 
that  an  order  requiring  it  to  interchange  at  Port  Arthur  on  a 
switching  basis  would  result  in  opening  its  water  terminals  to 
Its  competitors.  Hunter  called  attention  to  what  he  said  was  the 
fact,  that  the  dock  company  was  chartered  by  the  state  of  Texas 
to  serve  everybody,  and  that,  therefore,  its  facilities  are  for  the 
use  of  everybody  that  can  reach  them.  He  said  that  the  Texar- 
kana ft«Fort  Smith,  by  closing  the  switch  line,  kept  traffic  away 
from  the  dock,  except  upon  the  basis  of  paying  a  road-haul 
charge  or  division  for  interchange  at  Beaumont,  instead  of  a 
proper  charge  for  the  service  over  the  switch  lines  at  Port  Arthur. 
He  cited,  as  an  extreme  case  arising  under  that  restriction,  a 
carload  of  traffic  unloaded  from  a  ship  at  Sabine,  nine  miles 
below  Port  Arthur  and  destined  to  that  place. 

Although  it  was  within  two  miles  of  its  destination  when  it 
arrived  at  the  Port  Arthur  interchange,  it  was  hauled  40  unneces- 
sary miles,  via  Beaumont,  because  that  switch  .line,  under  the 
tariffs,  was  not  open  to  it 

The  examiner  said  the  Texarkana  &  Fort  Smith  did  not  re- 
fuse to  switch  between  the  interchange  and  the  dock  company 
because  of  any  matter  connected  with  its  ownership  and  opera- 
tion of  the  switch  line.  It  refused  to  switch,  he  said,  so  that 
it  might  demand  a  road  haul  or  road-haul  division  and  sought 
to  justify  its  refusal  on  the  ground  that  the  Kansas  City  South- 
ern owns  all  the  shares  of  the  dock  company  and  therefore  should 
be  allowed  to  close  the  switch  line  for  the  ultimate  purpose  of 
closing  the  facilities  of  the  dock  company  to  traffic  that  does 
not  "comply  with  that  demand." 

"This  maneuver  of  closing  the  switch  line,  instead  of  clos- 
ing the  facilities  of  the  dock  company,  is  evidently  due  to  the 
fact  that  the  dock  company  was  incorporated  and  exists  under 
the  Texas  statute,  which  makes  Its  docks,  wharves  and  other 
facilities  open  to  all  the  public,"  said  Hunter.  "Thus  apparently 
arises  the  plan  of  closing  the  facilities  of  the  dock  company  to 
the  Texas  ft  New  Orleans,  Indirectly,  by  closing  the  switch  line 
between  them.  If  the  dock  company  had  not  been  controlled 
by  the  Kansas  City  Southern,  no  doubt  it  would  have  successfully 
opposed  any  attempt  to  close  the  switch  line.  The  community 
of  interest  In  the  three  corporations  changes  the  point  of  view 
of  the  dock  company,  but  It  does  not  change  its  public  duty  to 
serve  all  on  the  same  terms.  The  Texas  ft  New  Orleans  has  not 
objected,  seemingly  because  the  Southern  Pacific  port  interests 
are  at  a  competing  port — Galveston." 


RATES  ON   GUM    LOGS 

An  order  of  dismissal  has  been  advised  by  Examiner  Paul 
ter  In  a  report*  on  No.  12771,  Farmers  Manufacturing  Co. 
s.  Seaboard  Air  Line  and  Director-General,  on  a  holding 
that  the  applicable  rates  on  gum  logs  from  Severn,  N.  C.,  to 
Suffolk  and  Portsmouth.  Va..  In  the  period  between  February 
5.  1918.  and  December  31,  1919,  were  not  unreasonable,  unjustly 
discriminatory  or  unduly  prejudicial.  The  examiner  found  that 
inapplicable  rates  had  been  Imposed  and  said  the  carriers  should 
readjust  their  charges. 


RATE   ON   FOUNDRY  COKE 

Examiner  Paul  O.  Carter  has  recommended  the  dismissal  of 
No.  12769,  Tampa  Gas  Co.  vs.  Interstate  Railroad  et  al.,  on  a 
holding  that  the  rate  charged  on  83  cars  of  foundry  coke  from 
Oska,  Va.,  to  Tampa,  Fla.,  shipped  between  February  11  and 
August  29,  1919,  was  not  unreasonable.  The  complaint  was 
against  a  double  Increase  under  General  Order  No.  28. 


RATES  ON   FERRO  MANGANESE 

Examiner  H.  J.  Wagner,  In  a  tentative  report  on  No.  12931, 
Bilrowe-AIloys  Co.  vs.  Northern  Pacific,  Director  -Ceiirra I 
agent,  et  al.,  has  recommended  dismissal  of  the  complaint  on 
a  proposed  finding  that  rates  on  fe.rro  manganese  from  Tacoma. 
Wash.,  to  Mldvale.  Utah,  shipped  March  8  and  October  10,  1918, 
were  not  unreasonable  or  otherwise  unlawful. 
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RATES    ON    EXPORT    OIL 

The   Traffic   World    Washington  Bureau 

The  Commission,  January  4,  voted  against  suspending  the 
tariffs  reducing  rates  on  petroleum  and  its  products  for  export 
via  Gulf  ports  from  fields  In  northern  Texas  and  the  mid-conti- 
nent field,  from  32  to  24.5  cents.  Protests  were  made  by  re- 
finers at  New  Orleans  who  receive  their  crude  oil  In  tank  cars 
because  a  corresponding  reduction  on  domestic  oil  was  not  made 
when  the  export  rates  were  cut  to  meet  the  earlier  reduction  In 
the  export  rate  from  Casper,  Wyo.,  against  which  no  protest  was 
made. 


REDUCTIONS  ON  PETROLEUM 

The  Traffic   World   Washington  Bureau 

Notwithstanding  protests  by  the  Standard  of  New  York 
Sun  and  Mexican  Petroleum  companies,  representing  a  consid- 
erable part  of  the  refining  interests  in  Eastern  Trunk  Line  ter- 
ritory, and  questions  as  to  the  meaning  of  tariffs,  the  Commis- 
sion, as  told  in  the  Traffic  World  of  Dec.  31,  declined  to  suspend 
any  of  the  tariffs  making  what  has  been  generally  called  the 
3.5  cent  reduction  on  petroleum,  which,  by  the  terms  of  the 
tariffs,  became  operative  January  1.  The  eastern  refiners  pro- 
tested on  the  ground  that  the  reduction  would  allow  Central 
Freight  Association  territory  refiners  to  get  into  eastern  trunk 
line  and  New  England  territories  at  lower  rates  than  they  are 
now  paying,  while  the  eastern  refiners  would  not,  be  able  to  ship 
west  at  anything  other  than  the  rates  that  became  effective 
August  26,  1920. 

As  now  understood,  the  lines  west  of  the  Mississippi  have 
reduced  their  proportionals  up  to  the  river  2.5  cents  and  the 
Central  Freight  Association  lines  have  cut  their  locals  3.5  cents. 
At  the  same  time  they  have  cancelled  their  rule  for  making 
rates  by  combinations  on  the  Mississippi.  The  joint  effect  of 
these  changes,  it  is  now  claimed,  is  to  make  the  rates  from  the 
mid-continent  field,  formerly  made  by  the  application  of  the 
rule  for  figuring  combinations,  absolutely  the  same,  without 
necessity  for  using  a  rule.  The  new  method  is  to  add  together 
the  proportionals  applying  to  the  west  bank  of  the  river  and 
the  locals  of  the  lines  east  to  make  up  the  through  rates  to  all 
destinations  east  of  the  Mississippi  and  north  of  the  Ohio  and 
Potomac  rivers. 

The  first  impression  (see  Traffic  World,  December  10,  p. 
1195)  was  that  the  effect  would  be  to  reduce  rates  from  the 
mid-continent  to  points  on  and  east  of  the  river  and  that  that 
reduction  would  force  a  nation-wide  cut.  As  now  understood, 
the  mid-continent  rates  will  not  be  affected  in  their  totals;  the 
only  change  in  them  will  be  in  the  method  of  stating  them. 
That  change  in  method  of  stating  them  requires  the  publication 
of  proportionals  2.5  cents  less  than  those  in  effect  prior  to 
January  1,  1922.  Prior  to  January  1,  the  lines  east  of  the  Mis- 
sissippi used  proportionals  differing  from  the  locals.  By  re- 
ducing their  locals  3.5  cents  per  100,  it  is  claimed  that  by  add- 
ing the  new  proportionals  west  to  the  new  locals  east,  the  same 
result  is  attained  as  was  attained  by  the  use  of  the  combination 
rule. 

The  changes  before  mentioned  went  into  effect  while  the 
offices  of  the  Commission  were  being  bombarded  with  tele- 
grams about  petroleum  rates  which  could  be  taken  as  indi- 
cating that  the  petroleum  industry  was  in  a  delirium  about 
rates.  They  were  caused  by  the  circulation  of  a  report  that 
the  Commission  had  suspended,  or  voted  to  suspend,  tariffs  re- 
ducing rates  from  the  north  Texas  and  mid-continent  fields 
from  32  to  24.5  cents  on  petroleum  and  its  products  for  export 
through  New  Orleans  and  Gulf  ports.  The  circulation  of  the 
report  caused  dozens  of  telegrams  to  be  sent  protesting  against 
the  reported  suspension.  The  fact  was  that  the  Commission,  at  the 
time  the  report  was  put  into  circulation,  had  not  begun  considera- 
tion of  the  matter,  though  it  had  passed  through  the  routine 
of  consideration  by  the  traffic  bureau  and  the  suspension  board. 

The  southwestern  lines  proposed  that  reduction,  effective 
January  5,  to  meet  a  reduction  in  the  export  rate  from  Casper 
and  other  points  in  Wyoming,  from  73  to  50  cents.  That  re- 
duction was  started  by  the  Burlington  on  account  of  the  sale 
of  2,000,000  barrels  of  gasoline  by  one  of  the  big  companies,  for 
export.  The  Burlington  wanted  the  order  filled  at  Casper.  The 
mid-continent  refiners  insisted  on  a  similar  reduction  so  as  to 
put  them  on  a  parity  with  the  Casper  refineries. 

Protests  against  the  reduction  were  made  by  the  Liberty 
Oil  and  the  Chalmette  Refining  companies  at  New  Orleans. 
Presumably  they  were  speaking  the  views  of  the  refineries  on 
the  Gulf  coast  depending  on  tank  car  transportation  for  the 
supply  of  their  raw  materials.  They  objected  to  the  reduction 
in  the  export  rate  for  the  same  reason  that  the  lake  front 
furnaces  objected  to  a  continuance  of  the  low  rates  on  ex  lake 
iron  ore.  In  their  protest  they  quoted  to  the  Commission  the 
abstract  of  their  decision  in  the  iron  ore  rate  case,  as  published 
in  the  Traffic  World,  as  setting  forth  the  controlling  reasons 
why  the  proposed  cut  from  32  to  24.5  cents  should  be  suspended. 
They  pointed  out  that  the  carriers  which  proposed  cutting  the 
export  rate  did  not  propose  a  corresponding  reduction  in  the 


rate  on  crude  from  mid-continent  and  north  Texas  fields  to 
Gulf  ports. 

At  the  time  the  petroleum  industry  seemed  to  be  excited  on 
account  of  the  erroneous  report,  the  Louisiana  &  Arkansas  had 
pending  a  proposal  to  reduce  the  proportional  rate  on  petroleum 
from  Shreveport  to  Natchez  on  traffic  going  to  the  southeast, 
from  23  to  14.5  cents  per  100  pounds.  The  Vicksburg,  Shreve- 
port &  Pacific  had  also  filed  a  similar  tariff,  not  because  it  de- 
sired to  do  so  but,  as  it  said,  to  meet  the  cut  made  by  the 
Louisiana  &  Arkansas.  'Other  railroads  serving  the  Mississippi 
River  crossings  protested  and  asked  for  the  suspension  of  the 
tariffs,  dated  to  be  effective  Jan.  11.  That  proposal  was  also 
cause  of  perturbation  in  the  industry. 

Another  proposal  with  regard  to  petroleum  rates  that  had 
attracted  attention  was  a  line  of  rates  from  Arkansas  fields  to 
Iowa  points  against  which  the  railroad  commission  of  Iowa  had 
lodged  a  protest  because  the  new  tariffs  did  not  observe  the 
rule  laid  down  in  the  Mid-continent  Petroleum  case.  In  that 
case  the  Commission  said  the  rates  on  crude  and  the  lower 
grades  of  oil  should  be  five  cents  less  than  the  rates  on  re- 
fined. That  tariff  also  was  erroneously  reported  as  having  been 
suspended,  before  the  Commission  had  given  it  any  con- 
sideration. 

In  explanation  of  the  scheme  of  rates  on  petroleum  which 
went  ;nto  effect  January  1,  Eugene  Morris,  chairman  of  the  Cen- 
tral Freight  Association,  said: 

"The  Traffic  World,  in  its  issue  of  December  10,  p.  1195,  cap- 
tion 'Petroleum  Reductions,'  states  that  the  3%c  reduction  will 
also  be  applicable  on  inter-territorial  traffic;  this  statement  is 
correct  providing  you  have  in  mind  traffic  from  C.  F.  A.  terri- 
tory to  Eastern  Trunk  Lines  and  New  England  territories,  but 
there  will  be  no  reduction  so  far  as  concerns  inter-territorial 
traffic  moving  from  Western  Trunk  Line  or  Southwestern  terri- 
tories to  points  in  the  Official  Classification,  because  the  effect 
of  the  3J/£c  reduction  from  the  Mississippi  River  to  points  east  of 
the  Illinois-Indiana  state  line  will  be  to  make  the  same  rates 
locally  as  now  apply  proportionally,  and  at  the  present  time  the 
proportional  rates  from  the  Mississippi  River  (which  on  Janu- 
ary 1  will  be  the  same  as  local  rates,  providing  tariff  is  not  sus- 
pended), is  the  rate  basis  applicable  on  traffic  from  territories 
west  of  the  Mississippi  River  to  points  in  Official  Classification 
territory  east  of  the  Illinois-Indiana  state  line. 

"The  foregoing  statement  will  also  apply  to  rates  from 
Southern  Freight  Rate  Committee  territory." 


FOURTH   SECTION    DEPARTURES  ON   GRAIN 

Rates  on  grain  and  grain  products,  made  in  compliance  with 
the  Commission's  decision  in  No.  12929,  the  western  grain  rate 
case,  not  in  accord  with  the  provisions  of  the  fourth  section,  are 
legal.  The  Commission,  December  23,  in  fourth  section  order 
No.  8124,  made  public  December  31,  authorized  Boyd,  Countiss, 
Gomph,  Henry  and  Leland,  the  tariff  publishing  agents,  to  file 
tariffs  containing  fourth  section  departures.  -  They  filed  appli- 
cation for  permission  to  disregard  that  part  of  the  law.  The 
Commission  granted  it,  because,  as  it  said,  the  agents  could  not 
make  the  reduced  rates  effective  within  the  time  specified  if 
they  were  required  to  check  out  all  fourth  section  departures. 

The  order  requires  the  publishing  agents  to  revise  their 
rates  within  sixty  days  from  their  effective  date  so  as  to  remove 
such  departures,  except  where  they  have  made  applications  to 
continue  them  and  the  Commission  has  not  passed  on  the  ap- 
plications. 


A.   R.   A.  GRAIN   CIRCULAR 

The  American  Railway  Association  has  completed  the  draft 
of  a  grain  circular,  in  compliance  with  the  Commission's  deci- 
sion in  No.  9009,  56  I.  C.  C.  347,  issued  January  13,  1920.  It 
contains  rules  for  the  handling  of  bulk  grain,  and  the  filing,  in- 
vestigation, and  disposition  of  claims  for  loss  and  damage  inci- 
dent thereto;  specifications  for  automatic  scales,  hopper  scales, 
track  scales  and  other  shippers'  facilities;  specifications  for 
temporary  grain  doors  and  grain  door  lumber;  and  directions  to 
shippers  for  inspection  and  coopering  of  cars  for  bulk  grain. 
Samples  of  the  proposed  circular  put  out  by  J.  E.  Fairbanks,  for 
use  by  the  individual  lines  on  which  rests  the  duty  of  filing 
such  rules,  regulations  and  specifications,  are  dated  as  having 
.been  issued  December  1  and  effective  January  1,  but  the  tariff 
did  not  reach  the  files  of  the  Commission  in  time  to  be  made 
effective  on  the  day  mentioned.  It  is  not  known  when  the  rules 
and  specifications  will  be  offered  for  filing. 


ALASKA    RAILROAD    EXTENSION 

The  Commission  has  authorized  the  Alaska  Anthracite  Rail- 
road Company  to  construct  an  extension  of  its  line  for  a  distance 
of  1%  miles  from  Canyon  Creek  to  lands  of  the  Alaska  Pacific 
Coal  Company  said  to  contain  more  than  60,000,000  tons  of  coal. 
The  cost  is  estimated  at  $198,255.  At  present  there  are  no  towns. 
villages  or  railroad  lines  within  twenty  miles  of  the  place,  but  the 
applicant  told  the  Commission  it  expected  industrial  plants  to 
be  established  in  the  vicinity  of  the  mines  as  soon  as  they  are 
opened,  and  the  railroad  built. 
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(Jrover  G.  Huebner,  Ph.  D.,  Professor  of  Commerce  and  Transportation, 

University  of  Pennsylvania — (Copyrighted) 


The  study  of  railroad  (raffle  cannot  be  limited  to  the  trans- 
portation facilities  located  within  any  one  district  or  region. 
Nowadays  single  railroad  systems  cover  vast  areas,  and  the 
lines  comprising  the  railroad  system  as  a  whole  regularly  inter- 
change traffic  and  equipment.  Nowadays,  also,  the  business  of 
industrial  and  shipping  concerns  reaches  out  to  markets  or 
sources  of  raw  materials  at  points  far  removed  from  their  central 
plants. 

The  latest  complete  mileage  returns  reported  by  the  Inter- 
state Commerce  Commission  are  those  for  December  31,  1919. 
At  that  time  253.152  miles  of  single-track  mileage  were  owned 
in  (he  United  States,  not  including  the  mileage  of  switching 
and  terminal  companies.  The  total  "trackage"  of  Class  I  car- 
riers—I, e..  those  having  annual  operating  returns  exceeding 
$1.000,000—  amounted  to  375.424  miles.  The  total  number  of 
steam  railroads  reporting  to  the  Commission  were  1,108.  of 
which  192  were  Class  I  roads;  284  were  Class  II  roads  having 
operating  revenues  of  from  $100.000  to  $1.000.000;  408  were 
Class  HI  roads  with  operating  revenues  below  (100.000;  and  224 
were  switching  and  terminal  companies. 

Territorial   Grouping  of   Railroads 

It  Is  customary  to  divide  the  American  railway  system  into 
three  primary  tenitorien,  based  on  physical,  geographical,  and 
(raffle  conditions.  "Eastern  Territory."  as  defined  by  the  Inter- 
state Commerce  Commission,  Is  located  north  of  the  Ohio  and 
Potomac  rivers  and  east  of  a  line  drawn  roughly  through  tin- 
state  of  Illinois  from  Chicago  to  St.  Ix>uix;  "Southern  Territory" 
Is  located  to  the  south  of  this  area  and  east  of  the  Mississippi 
River;  "Western  Territory"  Includes  the  entire  region  to  the 
west  of  eastern  and  southern  territories.  The  single-track  mile- 
age owned  within  Eastern  Territory  on  December  31.  1919. 
amounted  to  (1.1S4  miles;  51,1(2  miles  were  located  in  the 
South;  and  140.83*  In  the  West.  The  mileage  In  Western  Ter- 
ritory Is  relatively  so  extensive  because  the  West  comprises 
over  74  per  cent  of  the  area  of  the  United  States.  The  three 
primary  railroad  territories  are  so  large  that  they  may  readily 
be  divided  Into  smaller  districts  with  distinctive  physical,  geo- 
graphical, or  traffic  conditions.  Their  boundaries  are  less  sharply 
defined,  for  the  railway*  serving  them  overlap  to  some  extent. 
but,  as  will  be  more  fully  described  In  the  lessons  dealing  with 
the  volume  and  characteristics  of  railroad  traffic,  distinct  (raffle 
conditions  prevail  In  each  distr 

The  railway  line*  hi  Eastern  Territory  may  be  divided  Into 
three  well  recognized  groups:  (1)  The  New  England  lines,  which 
nerve  the  New  England  states:  (2)  the  tidewater  coal  carriers, 
which  connect  the  anthracite  coal  regions  of  eastern  Pennsyl- 
vania and  the  bituminous  districts  of  western  Pennsylvania. 
Ohio,  the  Virginias,  and  Maryland  with  their  north  Atlantic  coal 
terminals;  and  (3)  the  eastern  trunk  lines,  which  connect  the 
Mississippi  and  Chicago  with  the  north  Atlantic  seaboard.  A 
smaller  group  of  lines  similar  to  the  tidewater  coal  carriers 
Includes  those  that  carry  coal  and  Iron  ore  to  and  from  the 
port  of  Lake  Erie. 

The  lines  In  Western  Territory  may  be  subdivided  into  four 
main  groups:  (1)  The  no-called  "granger  lines"  operate  to  the 
west  and  north  of  Chicago.  St.  Louis,  and  the  head  of  Lake 

-rior  throughout  the  grain  and  live  stock  states  of  (he"  south- 
ern and  central  sections  of  the  Mississippi  Valley  and  the  Great 
Plains:  (2)  the  southwestern  lines  operate  to  the  south  and 
west  of  St.  Ixiuln.  most  of  them  being  tributary  either  to  St. 
Ixrals.  Memphis,  or  the  ports  of  the  Gulf  of  Mexico.  West  of 
'he  granger  and  southwestern  railways,  although  overlapping 
ihem  somewhat.  In  the  region  of  the  transcontinental  or  Pacific 
lines,  which  are  frequently  divided  into  two  groups;  (3)  the 
northern  transcontinental  lines"  which  operate  throughout  the 
Northwest  with  their  western  terminals  at  Portland  and  Puget 
Smud  Include  the  Northern  Pacific,  the  Great  Northern  and 
the  Chicago.  Milwaukee  A  St.  Paul  lines;  (4)  the  "southern 
transcontinental  linen"  which  extend  across  the  southern  and 
central  parts  of  the  Rocky  Mountains  Include  the  Southern  Pa- 
cific, the  Atchlson.  Topeka  ft  Santa  Fe.  and  the  Gould  trans- 
continental route,  which  Is  made  up  of  the  Missouri  Pacific,  the 
Denver  ft  Rio  Grande  and  Western  Pacific  lines.  The  main 
terminals  of  theoe  lines  are  In  California,  but  the  Southern 
Pacific  lines  also  extend  northward  to  Oregon  and  Wellington. 
The  fnn.n  Pacific  and  Its  western  connections  are  located  so 
esatrally  that  they  cannot  be  definitely  assigned  to  either  of 
these  transcontinental  groups. 

Physical  and  traffic  condition*  throughout  Southern  Terri- 
tory vary,  but  the  southern  linen,  eant  of  the  Mlnnlnsippt,  are 


generally  regarded  as  an  eighth  distinct  group.  The  location 
of  the  three  primary  territorial  groups  and  the  eight  subdivisions 
referred  to  above  is  shown  in  Map  No.  1.  The  boundaries  of 
Eastern  Territory  in  this  map  are  drawn  somewhat  above  St. 
Louis  and  below  the  Potomac  River  so  as  to  include  the  entire 
region  governed  by  the  large  traffic  associations  of  which  the 

<-rn  trunk  lines  are  members.  The  location  of  any  particular 
lailroad  may  be  learned  from  the  numerous  maps  and  detailed 
information  contained  in  the  Official  Guide  of  the  Railways  and 
Steam  Navigation  Lines  of  the  United  States,  Porto  Rico,  Can- 
ada, Mexico,  and  Cuba,  published  by  the  National  Railway  Pub- 
lication Company. 

The  territorial  groups  and  terminology  given  above  are  quite 
generally  understood,  but  not  infrequently  other  regions  are  re- 
ferred to  and  somewhat  different  terminology  is  used.  The  ter- 
ritorial grouping  adopted  by  Professor  W.  Z.  Ripley,  in  his  recent 
re|>ort  to  the  Interstate  Commerce  Commission  on  consolidation, 
classifies  the  railroads  territorially  as  follows:  (1)  Trunk  Line 
Territory;  (2)  Michigan  Peninsula  roads;  (3)  New  England 
Region;  (4)  Chesapeake  Region;  (5)  Southeastern  Region;  (6) 
Western  Transcontinental  Region;  and  (7)  Southwestern-Gulf 
Region. 

The  term  "Mountain-Pacific  Group,"  frequently  used  in  the 
last  two  years,  refers  to  the  four-fold  territorial  grouping  for 
rate-making  purposes  defined  by  the  Interstate  Commerce  Com- 
mission In  i(s  advance  rate  case  of  1920  (Ex  Parte  No.  74).  In 
administering  the  rule  of  rate-making  of  the  transportation  act 
of  1920,  the  Commission  prescribed  four  groups  of  regions.  Its 
Eastern  and  Southern  groups  correspond  generally  to  the  East- 
em  and  Southern  regions  previously  referred  to.  Its  Western 
group,  however,  has  a  western  boundary  located  as  follows: 

Following  the  boundary  line  between  the  state  of  North  Dakota 
and  the  state  of  Montana  and  the  boundary  line  between  the  states 
of  South  Dakota  and  Wyoming  and  Nebraska  and  Wyoming  to  the 
line  of  the  t'nlon  Pacific  extending  east  frqrn  Cheyenne.  Wyo. ;  then 
following  the  line  of  tin  rnimi  1'aciflc  westward  to  Cheyenne  and 
from  Cheyenne  running  southward  through  Denver.  Colorado  Springs, 
Pueblo,  and  Trinidad,  Colo.;  then  following  the  line  of  the  Atchlson, 
Topeka  £  Santa  Fe  Railway  through  Raton  and  Las  Vegas,  N.  M 
to  Albuquerque,  N.  Mex. :  then  south  along  the  line  of  the  Atchison, 
Topeka  *  Santa  Fe  Railway  to  El  Paso.  Tex. 

The  Mountain-Pacific  group  defined  by  the  Commission  in- 
cludes all  "territory  lying  between  the  line  last  described  and  the 
Pacific  coast,  not  Including  Alaska." 

During  the  period  of  federal  control  still  another  territorial 
grouping  of  railroads  was  generally  understood  because  the  Rail- 
road Administration,  for  purposes  of  operation,  divided  the  rail- 
roads Into  the  following  regions.  (1)  Eastern;  (2)  Allegheny; 
(3).  Pocohontas;  (4)  Southern;  (5)  Northwestern;  (6)  Central 
Western;  and  (7)  Southwestern.  The  primary  basis  underlying 
this  grouping  were  considerations  of  administration  and  opera- 
tion rather  than  traffic  and  geographical  differences,  and  the  oc- 
casion for  using  this  terminology  therefore  ended  with  the  re- 
turn of  the  railroads  to  their  owners. 

Grouping   by   Ownership  or   Financial   Control 

Quite  a  different  basis  than  the  territorial  grouping  of  rail- 
s  the  grouping  of  them  according  to  their  ownership  or 
al  affiliations. 

Railroad  consolidation  began  early  in  the  fifties  when  some 
of  the  larger  companies  desired  to  facilitate  the  performance  ot 
through  freight  and  passenger  services  over  longer  distances,  to 
extend  their  services  directly  into  new  territories,  to  obtain  pos- 
session of  needed  terminal  properties,  or  to  reduce  their  oper- 
ating expenses.  In  later  years  the  additional  motive  of  controlling 
railway  competition  also  encouraged  consolidation,  but  that  issue 
did  not  become  paramount  until  1897-98  when  the  United  States 
Supreme  Court  ruled  that  the  Sherman  anti-trust  act  prohibited 
railroad  rate  agreements.  It  is  mainly  since  then  that  the  huga 
consolidated  railway  systems  of  recent  years  were  created. 
There  are  scattered  instances  in  which  consolidation  was  further 
encouraged  by  the  desire  of  certain  financial  interests  to  reap 
trading  profits  from  the  purchase  and  resale  of  railways. 

A  group  of  commonly  owned  or  controlled  lines  Is  a  highly 
complicated  financial  mechanism,  for  no  group  confines  Itself  to 
a  single  method  of  consolidation,  and  frequently  the  control  of  a 
line  depends  on  a  succession  or  chain  of  subsidiary  companies. 
The  most  common  method  is  that  of  stock  ownership.  The  parent 
railway  or  central  company  of  a  group  may  act  as  a  holding  com- 
pany; a  special,  financial  holding  company  which  does  not  itself 
operate  any  railroads  may  be  organized  to  hold  the  capital  stock 
of  many  lines  in  Its  treasury;  or  Individual  capitalists  associated 
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with  a  group  may  privately  own  the  necessary  amount  of  stock 
in  their  own  names.  The  amount  of  stock  owned,  moreover, 
may  range  anywhere  from  a  minority  holding  to  the  entire 
number  of  shares  outstanding.  A  majority  of  the  outstanding 
stock  assures  control,  but  a  minority  block  may,  at  any  rate, 
result  in  a  friendly  affiliation.  Railroads  may  also  be  merged 
cither  by  actual  purchase  of  all  assets  or  by  an  exchange  of 
securities.  In  this  case  one  company  becomes  the  owner  of 
tin-  various  railways,  the  others  losing  their  corporate  identity. 


The  control  may  be  effected'  by  a  lease  or  agreement  running 
for  a  short  or  for  a  long  period  and  calling  for  the  payment  of 
agreed  rentals.  A  certain  "community  of  interest"  may  be 
effected  by  an  interchange  or  interlocking  directors.  Some 
degree  of  affiliation,  although  not  an  actual  control,  may  result 
temporarily  from  the  ownership  of  bonds  or  short-term  notes. 
The  nature  of  some  of  the  methods  of  control,  particularly 
that  of  stock  ownership,  is  such  that  it  is  difficult  to  give  a 
complete  list  of  all  lines  affiliated  in  a  commonly  controlled 
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system.  Railroad  consolidations  have  in  recent  years  under- 
gone changes  and  some  of  them  have  disintegrated.  The  so- 
called  Reid-Moore  group,  which  at  one  time  controlled  the  Rock 
Island  System  and  various  other  lines,  the  Erb-Yoakum  or 
Hawley  group,  which  controlled  the  Frisco  System,  Missouri. 
Kansas  &  Texas,  etc.,  and  the  Gould  group  which  controlled 
the  Wabash,  Missouri  Pacific.  Denver  &  Rio  Grande  and  West- 
ern Pacific,  nave  undergone  the  wildest  changes.  The  con- 
solidated groups  most  commonly  recognized  at  present  are  the 


Vanderbilt,  the  Pennsylvania,  the  Morgan,  the  Hill,  the  New 
Haven,  and  the  Union-Pacific-Southern  Pacific  groups.  The 
last  two  groups  have  undergone  changes  as  the  result  of  the 
application  of  the  federal  laws  governing  consolidations. 

Little  is  to  be  gained  in  an  attempt  to  list  all  of  the  many 
lines  included  in  these  consolidated  groups,  because  plans  are 
now  under  way  for  the  systematic  consolidation  of  railroads 
throughout  the  country  under  the  terms  of  the  transportation 
act  of  1920.  Such  consolidated  systems,  when  they  become 
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effective,  will  embody  not  only  existing  consolidations,  but  also 
the  independent  systems  not  at  present  affiliated  with  any  of 
the  existing  consolidations,  such  as  the  Atchlson,  Topeka  & 
Simla  Ke,  the  Chicago.  Milwaukee  &  St.  Paul,  the  Rock  Island 
and  the  Frisco  System. 

Paragraphs  4  and  5,  of  section  5,  of  the  interstate  commerce 
act,  as  amended  in  the  transportation  act  of  1920,  read  at)  follows: 

The  Commission  shall  as  soon  as  practicable  prepare  and  adopt  a 
plan  for  the  consolidation  of  the  railway  properties  of  the  continental 
United  States  Into  a  limited  number  of  systems.  In  the  division  of 
such  railways  Into  such  systems  under  such  plan  competition  shall 
be  preserved  as  fully  as  possible  and  wherever  practicable  the  exist- 
ing; routes  and  channels  of  trade  and  commerce  shall  be  maintained. 
Subject  to  the  foregoing  requirements,  the  several  systems  shall  be  so 
arranged  that  the  cost  of  transportation  as  between  competitive  sys- 
tems and  as  related  to  the  values  of  the  properties  through  which  the 
.-.•tvice  Is  rendered  shall  be  the  same,  so  far  as  practicable,  so  that 
tties.-  .systems  can  employ  uniform  rates  In  the  movement  of  com- 
petitive traffic  and  under  efficient  management  earn  substantially  the 
same  rate  of  return  upon  the  value  of  their  respective  railway  prop- 
erties. 

When  the  Commission  has  agreed  upon  a  tentative  plan  it  shall 
give  the  same  due  publicity  and  upon  reasonable  notice,  Including 
notice  to  the  governor  of  each  state,  shall  hear  all  persons  who  may 


recommended   a    tentative    plan   embodying    twenty-two   consoli- 
dated systems  which  he  designates  as  follows: 

Trunk  Line   Region: 

1.     Pennsylvania  System. 

8.     New  York  Central  System   (less  Toledo  &  Ohio  Central,  Kan- 
«wha  &  Michigan,  and  Lake  Erie  &  Western). 

3.  Baltimore  &  Ohio — Reading  system   (including  Central  of  New 
Jersey  and  Monon). 

4.  Erie — Lehigh    Valley — Wabash    system    (Delaware    &    Hudson, 
Wabash  lines  east,  Bessemer  &  Lake  Brie,  etc.). 

5.  Lackawanna — Nickel   Plate — Clover  Leaf  system   (also  includes 
Wheeling  &   Lake  Erie — Western   Maryland— Lake   Erie   &   Western — 
Huffalo,  Rochester  &  Pittsburgh,  etc.). 

Chesapeake  Bay  Lake-to-tide  soft  coal  region: 

6.  Chesapeake   &   Ohio   system. 

7.  Norfolk     &    Western — Sandusky    system     (extended     to    Lake 
Erie). 

8.  Virginia — Kanawha— Toledo   system    (including   Toledo   &    Ohio 
Central  and  Kanawha  &  Michigan). 

(Or  7  and  8  combined.) 
Southeastern   Region: 

9.  Southern  Railway  system   (with  certain  minor  changes). 

10.  Louisville  &  Nashville — Atlantic  Coast  Line  system   (plus  At- 
lanta,   Birmingham    &    Atlantic,   etc.). 


MAP   NO.  2— MAIN   STEMS  OF   W.   Z.   RIPLEY'S   PROPOSED    RAILWAY   SYSTEM. 


file  or  present  objections  thereto.  The  Commission  is  authorized  to 
prescribe  a  procedure  for  such  hearings  and  to  fix  a  time  for  bringing 
them  to  a  close.  After  the  hearings  are  at  an  end  the  Commission 
shall  adopt  a  plan  for  such  consolidation  and  publish  the  same;  but 
It  may  at  any  time  thereafter,  upon  its  own  motion  or  upon  applica- 
tion, reopen  the  subject  for  such  changes  or  modifications  as  in  its 
judgment  will  promote  the  public  interest.  The  consolidations  herein 
provided  for  shall  be  in  harmony  with  such  plan. 

It  shall  be  lawful  for  two  or  more  carriers  by  railroad,  subject 
to  this  act,  to  consolidate  their  properties  or  any  part  thereof,  into 
one  corporation  for  the  ownership,  management  and  operation  of  the 
properties  theretofore  in  separate  ownership,  management  and  opera- 
tion, under  the  following  conditions: 

(a)  The   proposed   consolidation    must   he    In   harmony   with   and 
in    furtherance   of    the    complete   plan    of   consolidation    mentioned    In 
paragraph    (5)   and   must  be  approved   by   the  Commission. 

(b)  The  bonds  at  par  of  the  corporation  which   is  to  become  the 
owner  of  the   consolidated   properties,    together  with   the   outstanding 
capital  stock  at  par  of  such  corporation,   shall  not   exceed   the  value 
of  the  consolidated  properties  as  determined  by  the  Commission.     The 
value  of  the  properties  sought  to  be  consolidated  shall  be  ascertained 
by  the  Commission  under  section  l!>a  of  this  act,  and  it  shall  bo  the 
duty  of  the  Commission  to  proceed  immediately  to  the  ascertainment 
of  such  value  for  the  properties  involved  in  a  proposed  consolidation 
upon  the  filing  of  the  application  for  such  consolidation. 

(c)  Whenever    two    or    more    carriers    propose    a    consolidation 
under    this   section    they    shall    present   their   application    therefor   to 
the  Commission,  and  thereupon  the  Commission  shall  notify  the  gov- 
ernor of  each  state  In  which  any  part  of  the  properties  sought  to  be 
consolidated  is  situated  and  tho  carriers  Involved  in  the  proposed  con- 
solidation of  the  time   and   place  for  a    public  hearing.     If  after  such 
hearing   the   Commission   finds   that   the    public    interest   will   be   pro- 
moted  by   the   consolidation   and    that   the   conditions   of   this    section 
have  been  and  will  be  fulfilled,   it  may  enter  an  order  approving  and 
authorizing  such  consolidation,  with  such  modifications  and  upon  such 
terms  and  conditions  as  It   may  prescribe,   and  .thereupon   such   con- 
solidation may  be  effected,    in  accordance  with  such  order,   if  all  the 
carriers   involved  assent  thereto,   the  law  of  any  state  or  the  decision 
or  order  of  any  state  authority  to  the  contrary' notwithstanding. 

Under  the  direction  of  the  Interstate  Commerce  Commission. 
Professor  William  Z.  Rlpley  has  prepared  a  detailed  report  and 


11.  Illinois    Central — Central    of    Georgia    system    (certain    details 
modified). 

12.  Seaboard   Air   Line    system. 
Western   Transcontinental  Region: 

13.  Union  Pacific — Chicago  &   North   Western   system    (plus   Cen- 
tral  Pacific:   also  western   Wabash   lines,   etc.). 

14.  Burlington — Northern    Pacific — Denver    &    Rio    Grande— West- 
ern Pacific  system   (Chicago  Great  Western;  Minneapolis  &  St.  Louis 
(parts),  etc.). 

15.  Chicago.  Milwaukee  &  St.  Paul — Great  Northern  system   (east 
part  of  Chicago  &  Eastern   Illinois  and   iron   ore   roads) 

16.  Atchlson,    Topeka    &    Santa    Fe    system    (with    line    into    St. 
Louis;    Gulf  Coast,    etc.). 

17.  Southern    Pacific — Rock    Island    system    (part    of    St.     Louis 
Southwestern,   etc.). 

Gulf  Region  (west  of  Mississippi,  south  of  St.  Louis  and  Kansas  City): 

18.  St.   Louis    &    San    Francisco    system    (with    Katy    (part);    St. 
Louis   Southwestern    (part),    etc.:    Alton). 

19.  Missouri    Pacific— Iron    Mountain     system     (including    Kansas 
City   Southern,    etc.;    Chicago   &   Eastern   Illinois,    western    half). 
Independent  Regional  Groups: 

20.  New   England   system    (except    Boston    &    Albany   and   Grand 
Trunk    lines). 

21.  Michigan  peninsula  system   (Pere  Marquctte,  Ann  Arbor,  and 
Ironton). 

22.  Florida   East   Coast   Railway. 

The  main  stems  of  Professor  Ripley's  proposed  railway 
systems  are  shown  in  Map  No.  2. 

The  tentative  plan  proposed  by  the  Interstate  Commerce 
Commission  itself  varies  slightly  from  that  referred  to  above. 
It  embodies  nineteen  systems  referred  to  as  follows: 

System  No.  1.  New  York  Central. 

System  No.  2.  Pennsylvania. 

System  No.  3.  Baltimore   &   Ohio. 

System  No.  4.  Krie. 

System  No.  5.  Nickel  Plate— Lehigh  Valley. 

System  No.  6.  Pere  Marquette. 
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System  No.     7.     New  England. 

System  No.     7a-  New    England— Great    Lakes. 

System  No.     8.     Chesapeake   *   Ohio. 

System  No.     9.     Norfolk  *  Western. 

System  No.  10.     Southern. 

System  No.  11.     Atlantic    Coast    Line— Louisville    *    Nashville. 

System  No.  12.     Illinois  Central— Seaboard. 

System  No.  13.     Union  Paclflc — Northwestern. 

System  No.  14.     Burlington— Northern  Pacific. 

System  No.  IS.     Milwaukee— Great    Northern. 

System  No.  IS.     Santa  Fe. 

System  No.  17.     Southern   Pacific— Rock   Island. 

System  No.  IS.     Frisco — Katy   Cotton    Belt. 

System  No.  1$.     Chicago — Missouri  Paclflc. 

The  tentative  plans  of  both  Professor  Ripley  and  the  Com- 
mission, showing  the  constituent  lines  of  each,  are  given  in  full 
in  63  I.  C.  C.  455,  Docket  No.  12964. 

These  tentative  plans  are  to  be  regarded  as  the  preliminary 
basis  from  which  a  final  plan  may  gradually  be  constructed. 
Other  plans  have  already  been  proposed  and  many  railroad 
companies  will  doubtless  formulate  definite  views  for  presen- 
tation to  the  Commission.  A  carefully  prepared  alternative 
plan,  for  example,  has  been  published  by  John  E.  Oldham,  of 
the  firm  of  Merril.  Oldham  *  Co.,  Boston,  and  Chairman  of  the 
railroad  securities  committee  of  the  Investment  Banker*  Asso- 
ciation. His  revised  plan,  as  announced  November  1.  1920. 
provides  for  thirteen  proposed  railroad  systems  as  follows: 

fl)  New  York  Central  system:  (2)  Buffalo  system:  (J)  Pennsyl- 
vania system;  (4)  Baltimore — Reading  system:  i5>  Norfolk  A  Western 
—Chesapeake  ft  Ohio:  CO  Atlantic  Coast  Line— Louisville  *  Nash- 
ville system:  (7)  Southern  system:  (I)  Great  Northern — St.  Paul  sys- 
tem: (»)  Northern  Paclflc— Burlington  system:  MO)  Union  Paclflc — 
Northwestern  system:  (11)  Atchlson  system;  (11)  Southern  Paclflc 
rystem.  and  (IS)  the  Illinois  Central — Soo  system. 

The  traffic  man  Is  Interested,  not  only  in  the  territorial  and 
ownership  groupings  referred  to  above,  but  also  in  the  terri- 
tories governed  by  the  various  classification  committees  and 
freight  traffic  associations.  These  will  be  defined  In  lessons  5 
and  8,  and  the  various  specific  rate  groups  to  and  from  Which 
many  rates  are  quoted  will  be  described  In  lessons  17  to  29 
dealing  with  rate  structures. 


RAILWAY  REVENUE 

Tkt  Trtfe  IV  arid  W*iU*ato*  Bunt* 

Reports  from  all  but  five  class  I  roads  for  November  showed 
a  net  railway  operating  income  of  $65,998.037.  as  compared  with 
f50.M8.702  In  November.  1920  or  an  Increase  of  29.7  per  cent. 
On    the   basis   of   reports    by   91    roads    It   had   been   estimated 
that  the  return  for  November  would  be  about  4  per  cent.    This 
estimate  was  raised  to  4.6  per  c«-nt  when  reports  from  127  road* 
were  In.     Later  reports,  however,  reduced  the  per  cent,  and  tho 
net   for  all   class   I   roads   will   be  approximately   3.8   per  cent. 
The  per  cent  In  October  was  5.4.    The  following  statement  on 
November  earnings  was  Issued  by  the  Bureau  of  Railway  Eco- 
nomics: 

Per  Cent  o( 
Increase  1921 

District  1SJ1  1»20        OverlSJO 

Total  OpTMtlni  Revsnues 

Eastern  District   itnc.   PocahontA»).tttS.SM.M3  I231.501.SJ4      4  M.I 
Southern  District  (exc.  PocahontAS)     SC.M4.2M       «iT«27..r»7       dlS" 
Western  District    ...................   IM.7M.041     2J2.29S.C02       d  20.9 

•1  State*  .....................    4C4.0U.S17     3W.S24.8J3      d  S1.4 

Total  Operating  Expenses  : 

Eastern  District    (Inc.  Pocahontas).   177.4TC.Ctt     2M.272.n«l       d  30.7 
Southern   District    ..................     «7.TM.m       Ct.OJ7.t»l       d  11.8 


IBr 


.. 
MS*  »'.« 

ii.MI.W7      So.Ms.702          ».7 


Average 
No.  of  Roads        Mlleace 
Represented     Represented 
«4.SC«.S9 
SI  3S.452.C* 

U  131.79J.7C 

l»C  234.622.03 

r<weBiin*exchi<^'the'rolWin«  roads  not  yet  reporting: 
Detroit.  Toledo  ft  Ironton:  Detroit  ft  Toledo  Shore  Une:  Pittsburg  ft 
Shawmut:  Kansas  City  Terminal:  Kansas.  Oklahoma  ft  Gulf. 


THE  RACQUET  CLUB  CONFERENCE 

(Memorandum  of  second  conference  between  a  Special  Committee 
of  Railroad  Executives  and  a  Transportation  Committee  of  Agri- 
culture and  Industry,  held  at  the  Racquet  Club.  V  ashmgton,  D.  C., 
December  9.  1921.) 

The  participants  in  the  conference  were: 

RAILROAD   EXECUTIVES. 

W.   W.   Atterbury.   Chairman.   Special   Committee  of  Railroad  Execu- 

tives. Pennsylvania  Railroad.  Philadelphia. 
Howard   Elliott,   Special  Committee  of  Railroad  Executives,   Northern 

Pacific  Railroad.  New  York. 
\V.    B.   Storey.   Special   Committee   of   Railroad   Executives,    Santa  Fe 

Railroad,  New  York. 
W.    J.    Harahan,    Special   Committee   of   Railroad    Executives,    Chesa- 

peake &  Ohio  Railway  Co..  New  York. 
R.   S.   Binkert.   Assistant  to  Chairman,   Assn.   of  Railway  Executives, 

61  Broadway,  New  York. 

AGRICULTURAL  REPRESENTATIVES. 

J.  R.  Howard,  President.  American  Farm  Bureau  Federation,  58  East 

Washington  Street.  Chicago.  111. 
Gray    Silver.    Washington    Representative.    American    Farm    Bureau 

Federation.  Munsey  Building.  Washington.  D.  C. 
O.    E.    Bradfute.    Chairman.    Legislative    Committee.    American    Farm 

Bureau  Federation.  58  E.  Washington  Street.  Chicago. 
H.    C.    McKenzle.    member.    Legislative    Committee,    American    Farm 

Bureau  Federation,  Walton,  N.  Y. 
Ralph  Snyder.  member.  Legislative  Committee.  American  Farm  Bureau 

Federation.  Oscaloosa,  Kansas. 
T.  O.   Atkeson.   Legislative  Representative.   National   Grange.   National 

Bank  of  Washington  Building.  Washington,  D.  C. 
W.  I.   Drummond.  Chairman.  Board  of  Governors.  International  Farm 

•  '-!.»:.  SB, 

INDUSTRIAL  REPRESENTATIVES:. 

Automobiles. 
A.  J.  Brosseau.  National  Automobile  Chamber  of  Commerce,  366  Mad- 

ison Avenue.   New  York  City. 

J.   S.  Marvin.    National   Automobile  Chamber  of  Commerce,   366  Mad- 
ison Avenue,  New  York  City. 

Coal. 

John  Callahan.  Traffic  Manager.   National  Coal  Association,  Commer- 
cial Bank  Building,  Washington.  D.  C. 
Construction. 
Ernest  T.   Trlgg.   National   Federation   of  Construction  Industries.   322 

Race  Street.  Philadelphia.  Pa. 

R.  C.    Marshall.    Associated  General   Contractors  of  America,   Mungey 
Building.  Washington.  D.  C. 

Iron  and  Steel. 

C.  E.  Bement.  Novo  Engine  Co..  Lansing.  Mich. 
J.  A.  Campbell.  Youngstown  Sheet  and  Tube  Co..  Youngstown,  Ohio. 

Lumber. 
Charles  Hill.  General  Sales  Manager.  Southern  Pine  Sales  Corporation, 

1236  Woolworth  Building.  New  York  Cltf. 
A.    B.    Hammond.   Hammond   Lumber   Co..  560  California   Street.   San 

Francisco,  Calif. 
J.  H.  Browne,  Paclflc  Lumber  Co..  522  Fifth  Avenue,  New  York  City. 

Implements. 
F.  R.  Todd.  Nations!  Association  of  Implement  Manufacturers,  Deere 

*  Co..  Moline.  111. 

Railway  Supplies. 
A.    B.    Johnson.     President.    Railway    Business    Association,     Liberty 

Building.  Philadelphia.  Pa. 
Frank   W.    Noxon.    Secretary.    Railway    Business   Association,    Liberty 

Building.  Philadelphia,  Pa. 

Miscellaneous  Industries. 

J.  H.  DeFrees.  President,  U.  8.  Chamber  of  Commerce,  10  South  La 

Salle  Street.  Chicago,  111. 
George   A.    Post.    Chairman.    Railroad    Committee,    U.    S.    Chamber   of 

Commerce,  7  Dey  Street.  New  York  City. 

John  L.  Lovett.  Michigan  Manufacturers'  Association,  Detroit.  Mich. 
W.    H.   Chandler.    President.    National   Industrial   Traffic   League.    1207 

Conwny  Bulldinir    Chicago,  111. 
Joseph    H.    Beek.    Executive    Secretary.    National    Industrial    Traffic 

League.  Chicago.  111. 
James    A.    Emery,    Counsel.    National    Association    of    Manufacturers, 

Union  Trust  Building.  Washington.  D.  C. 

The  conference  was  called  to  order  at  10:30  a.  m.,  Mr.  James 
A.   Campbell   acting  as  chairman   in   the  absence  of  Mr.  J.  R. 


ST.  L.  S    f.   NOTES 

The  St.  Louis.  San  Francisco  ft  Texas  Railway  Company 
has  been  authorized  by  the  Commission  to  Issue  two  promissory 
notes,  one  under  date  of  January  1,  1921.  for  $186,941.71,  and 
the  other  under  date  of  September  1,  1921.  for  198.045.76,  each 
to  be  payable  on  demand  to  the  St.  I/ouls-San  Francisco  Railway 
Company  or  order,  and  to  be  delivered  to  that  company  In 
respect  of  expenditures  for  certain  additions  and  betterments 
to  the  applicant's  property.  The  applicant  Is  a  subsidiary  of 
the  St.  L.-S.  F.  The  West  Tulsa  Belt  Railway  Company,  a 
subsidiary  of  the  St.  Louis-San  Francisco,  has  been  authorized 
by  the  Commission  to  Issue  and  deliver  to  the  parent  company 
two  promissory  notes,  one  for  f  1.094.23  and  the  other  for  $457.62, 
in  respect  of  expenditures  for  certain  additions  and  bettterments. 
Tho  Fort  Worth  *  Rio  Grande,  a  subsidiary  of  the  St.  Louis- 
San  Francisco,  has  been  authorised  by  the  Commission  to  Issue 
a  promissory  note  for  $92.882.96  to  the  parent  company  for 
expenditure*  for  additions  and  betterments. 


In  continuation  of  the  prior  conference  of  September  21,  Mr. 
W.  W.  Atterbury.  as  Chairman  of  the  Special  Committee  of 
Railroad  Executives,  presented  the  report  of  said  committee  to 
the  conference,  which  report  is  hereto  attached. 

In  response  to  the  request  of  the  Special  Committee  of  Rail- 
road Executives,  contained  in  their  report,  that  representative 
shippers  present  bring  legitimate  representatives  to  the  Rail- 
road Labor  Board  in  the  matter  of  wage  adjustments  through 
representatives'  appearance  before  said  board,  the  following  reso- 
lution was  adopted  unanimously  by  the  conference: 

Resolved.  That  the  shippers  present  pledge  themselves  to  ener- 
getically support  the  carriers  In  obtaining  an  adjustment  of  wages  to 
the  economic  level  of  wages  prevailing  In  other  lines  of  Industry,  with 
the  understanding  thnt.  concurrently  with  such  reductions  In  wages. 
the  benefit  of  the  reduction  thus  obtained  shall  be  In  a  manner 
approved  by  the  Interstate  Commerce  Commission  passed  on  to  the 
public  In  the  reduction  of  existing  railroad  rates,  except  In  so  far  as 
such  reductions  In  rates  shall  be  made  In  the  meantime. 

The  Special  Committee  of  Railroad  Executives  then  re- 
quested discussion  of  the  Capper  Bill,  S.  1150,  and  the  opposi- 
tion of  the  conference  thereto.  Disapproval  of  the  measure 
being  expressed  by  all  save  the  agricultural  representatives,  the 
latter,  together  with  the  railroad  executives,  were  requested  to 
confer  at  luncheon  and  report  back  to  the  conference  such  con- 
clusions, If  any,  as  were  reached  by  them.  This  procedure  was 
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agreed  to  by  the  agricultural  representatives  and  the  Special 
Committee  of  Railroad  Executives. 

A  discussion  then  followed  as  to  the  operation  of  the  Rail- 
road Labor  Board,  and  what,  if  any,  suggestions  were  to  be  made 
with  respect  to  its  future  operation.  The  question  was  likewise 
raised  as  to  whether  or  not  some  effort  should  be  made  to  secure 
the  presence  of  the  Railroad  Labor  Board  during  the  approach- 
ing rate  hearings  of  the  Interstate  Commerce  Commission.  No 
motion  was  offered,  since  the  sentiment  expressed  indicated  the 
opinion  that  the  presence  of  the  Railroad  Labor  Board  during 
said  hearings,  if  secured,  might  result  in  serious  delays  in  the 
disposition  of  the  important  questions  pending  before  the  Labor 
Board. 

Mr.  Howard  was  then  asked  to  report  the  results  of  the  con- 
ference between  the  railroad  executives  and  the  farming  repre- 
sentatives, held  at  noon. 

He  reported  as  being  present  at  this  conference: 

General  W.  W.  Atterbury,  Chairman,  Special  Committee  of  Rail- 
road Executives. 

Howard  Elliott.   Special   Committee  of   Railroad  Executives. 

\\".   B.   Storey,   Special   Committee   of  Railroad  Executives. 

W.   J.  Harahan.  President,   Chesapeake  &   Ohio  Railway. 

R.  S.  Binkerd,  Assistant  to  Chairman.  Association  of  Railway 
Executives. 

J.  R.  Howard,  President,  American  Farm  Bureau  Federation. 

Gray  Silver,  American  Farm  Bureau  Federation. 

O.   E.   Bradfute,   American   Farm   Bureau   Federation. 

H.   ().    McKenzie,    American   Farm   Bureau    Federation. 

Ralph   Snyder,   American   Farm   Bureau   Federation. 

T.  C.  Atkeson,  Secretary,   The  National  Grange. 

W.    I.    Drummond.   Chairman,    International    Farm   Congress. 

Mr.  Howard  stated  that,  after  a  discussion,  the  above  repre- 
sentatives of  farm  organizations  unanimously  agreed  that  they 
did  not  desire  to  amend  section  15-a  of  the  transportation  act 
in  any  particular,  except  to  remove  the  proviso  in  paragraph 
(3),  reading  as  follows: 

Provided,  That  during  the  two  years  beginning  March  1,  1920, 
the  Commission  shall  take  as  such  fair  return  a  sum  equal  to  SH 
per  cent  of  such  aggregate  value,  but  may,  in  its  discretion,  add 
thereto  a  sum  not  exceeding  one-half  of  one  per  cent  of  such  ag- 
gregate value  to  make  provision  in  whole  or  in  part  for  improve- 
ments, betterments  or  equipment,  which,  according  to.  the  account- 
ing system  prescribed  by  the  Commission,  are  chargeable  to  capital 
account. 

With  respect  to  the  power  of  state  authorities  over  intra- 
state  rates,  they  agreed  that  they  did  not  desire  to  take  away 
from  the  Interstate  Commerce  Commission  whatever  authority 
is  now  vested  in  it  with  regard  to  setting  aside  intrastate  rates, 
which  discriminate  against  interstate  commerce,  and  also  that 
they  did  not  desire  to  remove  from  the  jurisdiction  of  the  Inter- 
state Commerce  Commission  the  questions  connected  with  car 
service,  but  that,  subject  to  these  two  reservations,  they  did 
desire  what  would  be  practically  a  redrafting  of  section  6  of 
the  Capper  bill,  so  as  to  reaffirm  the  local  functions  of  state 
commissions. 

General  Atterbury's  committee  accepted  this  compromise, 
with  the  understanding  that  the  general  counsel  of  the  Asso- 
ciation of  Railway  Executives  would  get  in  touch  with  Mr.  Gray 
Silver,  legislative  agent  of  the  American  Farm  Bureau  Federa- 
tion, Dr.  T.  C.  Atkeson,  secretary  of  the  National  Grange,  and 
Mr.  James  A.  Emery,  in  order  to  arrive  at  a  revision  of  the 
Capper  bill  along  the  lines  above  indicated. 

It  was  moved,  seconded  and  carried,  that  the  report  be  ap- 
proved, and  when  an  agreement  has  been  finally  reached  be- 
tween those  appointed  to  redraft  the  bill,  this  conference  sup- 
port the  bill  as  amended  and  give  whatever  aid  it  can  in  secur- 
ing the  passage  of  the  bill. 

Referring  again  to  the  United  States  Railroad  Labor  Board, 
Mr.  Howard  expressed  his  views  on  the  matter,  which  were 
along  the  lines  of  those  expressed  by  Mr.  Campbell,  except  that 
Mr.  Howard's  suggestion  would  make  it  a  public  offense  for  a 
strike  order  to  be  issued  before  any  dispute  between  the  train 
service  organizations  and  the  railroads  had  been  heard  and 
decided  upon  by  the  Interstate  Commerce  Commission,  either 
as  now  constituted  or  by  the  addition  of  new  members.  The 
relations  of  ail  other  employes  other  than  train  service  men 
would  have  to  be  handled  directly  between  the  representatives 
of  those  employes  and  the  individual  managements. 

Mr.  Emery  outlined  the  true  functions  of  the  Labor  Board 
and  stated  that  in  many  of  its  decisions  it  had  gone  outside  of 
those  functions,  especially  when  it  laid  down  certain  principles 
upon  which  agreements  should  be  negotiated  between  the  rail- 
road employes  and  the  managements. 

He  stated  that  the  Board  is  so  organized  and  operated  that 
it  is  easily  overwhelmed  with  a  great  deal  of  trivial  disagree- 
ments which  are  manufactured  into  causes  for  the  Board's  in- 
tervention. 

It  was  suggested  that  a  committee  of  seven  members  be 
appointed,  of  which  Mr.  Campbell  should  be  one,  Mr.  Emery  act- 
ing as  counsel,  which  committee  would  represent  the  conference 
in  its  negotiations  with  the  railroad  executives,  reporting  back 
to  the  full  conference  for  final  action. 

This  was  unanimously  agreed  to,  and  Mr.  Campbell  as  chair- 
man requested  to  appoint  such  committees,  to  be  known  as  the 
executive  committee. 


The  committee  as  appointed  consists  of: 
J.   R.  Howard,   representing  agriculture. 
S.   J.   Lowell,    representing  agriculture.. 
Charles   Hill,   representing  lumber. 
Ernest  Trigg,   representing  building  construction. 
J.  D.  A.  Morrow,  representing  fuel. 
F.  R.  Todd,  representing  manufacture. 
J.   A.   Campbell,   representing   steel. 
J.   A.  Emery,   Counsel  of  the  Committee. 

The  question  was  then  raised  as  to  what  public  statement,  if 
any,  should  be  made  with  respect  to  the  organization  and  opera- 
tion of  this  conference.  Upon  motion  thereafter  duly  made  and 
seconded,  Mr.  Emery  was  authorized  and  directed  to  make,  in 
his  discretion,  a  public  statement  with  respect  to  the  organiza- 
tion of  the  committee  and  the  progress  of  their  conference. 

There  being  no  further  business,  the  meeting  adjourned, 
subject  to  the  call  of  the  executive  committee. 

Address  by  General  Atterbury  Before  Conference  With  Agricul- 
tural and  Industrial  Representatives  at  Washington,  De- 
cember 9,  1921 

The  first  meeting  of  this  conference  was  held  in  New  York  City, 
on  September  21st.  It  was  then  planned  to  hold  another  session  in 
October  but  the  exigencies  of  the  strike  situation  and  the  summoning 
of  the  executives  to  Chicago  before  the  Labor  Board  made  a  post- 
ponement inevitable.  During  the  month  of  November  the  National 
Grange  and  the  American  Farm  Bureau  Federation  and  other  or- 
ganizations have  been  holding  their  national  meetings,  so  that  today 
was  tt.e  first  convenient  date  on  which  the  conference  could  be 
reassembled. 

Since  the  conference  first  met,  the  railway  executives  have  taken 
steps  to  bring  the  labor  cost  of  railway  operation  again  to  a  head, 
and  at  their  meeting  in  Chicago  on  October  14th  gave  their  promise 
that  they  would  turn  over  to  the  public  in  reduced  rates  the  bene- 
fit of  such  reductions  in  wages  as  they  can  now  obtain. 

At  their  meeting  in  New  York,  on  November  16th,  they  reaffirmed 
this  action,  and  as  an  earnest  of  their  desire  and  intention  to 
reduce  rates  they  offered  a  voluntary  10  per  cent  reduction  in  the 
rates  on  practically  all  important  farm  products  all  over  the  coun- 
try. Permission  to  make  this  reduction  has  been  granted  by  the 
Interstate  Commerce  Commission,  the  sechedules  are  now  in  prepara- 
tion, and  I  understand  that  they  will  be  filed,  effective  as  of  Janu- 

This  reduction  is  for  an  experimental  period  of  six  months,  well 
within  which  time  it  is  hoped  that  the  reduction  in  wages  now 
being  aimed  at  will  be  obtained,  in  which  case  this  reduction  in 
rates  will  be  permanent. 

The  carriers  in  Eastern  and  Western  territory  generally  gave 
the  necessary  thirty  days'  notice  to  their  employes  of  a  desire  to 
confer  over  a  reduction  of  wages,  on  or  about  November  15th.  In 
Southeastern  and  Southwestern  territory  I  understand  that  this 
notice  was  given  at  various  dates  between  November  15th  and 
December  1st.  In  any  event,  at  varying  dates  after  December  15th. 
the  carriers  will  be  in  a  position,  with  due  orderly  procedure, 
to  confer  with  their  employes,  and,  in  the  case  of  disagreement, 
to  certify  controversies  with  the  Labor  Board  asking  a  further  re- 
duction in  basic  wages. 

With  regard  to  men  employed  in  train  and  yard  service,  the 
effort  will  be  to  get  back  at  least  to  the  wages  which  existed  prior 
to  the  increase  of  July  20,  1920.  and  in  other  classes  of  labor  to  get 
back  to  the  now  prevailing  rates  of  pay  for  such  labor  in  the  dif- 
ferent parts  of  the  country.  The  reductions  will  probably  not  be 
uniform  in  each  section,  and  any  estimate  of  their  aggregate  cannot 
be  wholly  accurate,  but  it  is  assumed  that  if  the  Labor  Board  grants 
what  the  managements  are  now  asking,  it  would  result  in  a  re- 
duction of  the  payroll  amounting  to  something  between  three  hun- 
dred and  four  hundred  million  dollars.  The  public  has  a  right  to 
expect  the  railway  executives  to  give  it  a  leadership  as  to  the  way 
out  from  the  present  vicious  circle  of  the  high  cost  of  operation, 
high  rates  and  high  cost  of  living.  This  the  executives  are  en- 
deavoring to  do  fully  and  in  an  orderly  and  lawful  manner.. 

They  feel  that  they  have  now  brought  the  situation  to  a  point 
where  we  can  profitably  discuss  concrete  steps  of  co-operation. 

In  the  first  place,  of  course,  they  desire  your  co-operation  in 
bringing  legitimate  pressure  to  bear  upon  the  Labor  Board  for  the 
pending  reduction  in  wages.  Section  307  of  the  Transportation  Act 
requires  the  Labor  Board  in  fixing  wages  to  take  into  account  not 
only  the  cost  of  living,  wages  in  other  industries,  and  the  degree 
of  skill  or  hazard  involved  in  various  lines  of  railroad  work,  but 
also  "other  relevant  circumstances."  Among  the  most  relevant  of 
these  circumstances  the  executives  feel  to  be  the  fact  that  the 
agriculture  and  industry  of  this  country  cannot  and  should  not 
be  required  to  go  on  paying  the  present  rates  for  transportation 
made  necessary  by  abnormally  high  costs,  but  in  pressing  this  con- 
sideration on  the  attention  of  the  Labor  Board  they  must  necessarily 
rely  to  a  very  large  extent  upon  the  agricultural  and  business  in- 
terests speaking  for  themselves  and  pressing  this  point  home. 

There  are  other  lines  along  which  profitable  co-operation  ire 
reducing  transportation  costs  should  be  given.  There  are  so-called 
Full  Crew  Laws  in  some  twelve  or  fifteen  states  which  do  not 
permit  railroads  to  handle  their  traffic  in  heavy  train  loads.  There 
are  numerous  laws  in  almost  all  states,  and  differing  even  in  ad- 
joining states,  with  regard  to  head-lights,  construction  of  cars,  and 
many  other  details  which  hamper  executives,  in  getting-  the  highest 
efficiency  out  of  the  tools  of  transportation,  and  which  necessarily 
add  to  the  cost  and  complexity  of  railway  management.  We  hope 
that  you  will  favor  joining  hands  with  us  in  some  general  campaign 
to  get  rid  of  this  costly  and  demoralizing  legislation. 

On  December  14th  a  hearing  will  open  before  the  Interstate 
Commerce  Commission  on  an  inquiry  to  determine  whether  or  not 
the  railroads  can  be  reasonably  required  to  make  any  further  re- 
ductions in  rates  without  compensating  reductions  in  their  operat- 
ing expenses.  In  connection  with  those  hearings,  we  -would  like  to 
have  your  support  for  our  fundamental  position  that  reductions  in 
rates  and  reductions  in  expenses  should  go  hand  In  hand. 

In  Congress  the  railroads  are  faced  with  the  so-called  "Capper 
Bill,"  which  proposes  to  strike  out  the  so-called  6M>  or  6  per  cent 
rate-making  provision,  and  to  restore  to  the  state  authorities  an  un- 
controlled power  of  fixing  intrastate  rates  which  may  conflict  with 
and  be  discriminatory  against  interstate  rates. 

With  regard  to  the  first  of  the  two  objects  of  the  Capper  Bill. 
I  need  only  remind  you  that  the  so-called  5%  or  6  per  cent  pro- 
vision of  the  Transportation  Act  expires  on  March  1,  1922.  and 
has.  therefore,  hardly  three  months  to  run.  Thereafter,  the  Inter- 
state Commerce  Commission  will  from  time  to  time,  after  due 
investigation,  set  the  level  of  what  ought  to  be  aimed  at  as  a  rea- 
sonable return  on  railway  capital.  The  railroads  have  not  earned 
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this  5^4  or  t  per  cent  for  any  year  since  the  resumption  of  private 

control    nor  have   they  stood   upon  their   right    to  earn   It  before  at- 

empting  to  meet   the  justifiable  demands  lor   relief   from   those   who 

inroad    rates.     We    hope,    therefore,    that    you    will    agree    with 

us   that    there  Is   no   necessity    for.   and   nothing  to   be   gained   by.    a 

repeal  of  this  provision  which  will  automatically  expire  in  less  than 

liiree   months. 

With  regard  to  taking  away  from  the  Interstate  Commerce  Corn- 
mission  the  right  to  set  aside  intrastate  rates  which  discriminate 
•gainst  interstate  rates  and  Interstate  commerce,  we  feel  that  this 
attempt,  if  successful,  makes  an  end  of  the  possibility  of  responsible 
regulation  It  means  returning  the  railroads  to  the  Irresponsible 
conditions  which  obtained  before  the  war.  with  forty-nine  separate 
and  uncontrolled  authorities  hacking  away  at  their  revenues  without 
taking  any  responsibllty  for  the  final  result.  In  the  long  run  we  think 
the  shippers  of  the  country  would  be  Just  as  badly  off  as  the  railroads 
from  any  restoration  of  these  conditions,  and  we  would  like  your 
support  in  opposing  the  effort  to  get  us  hack  into  those  conditions. 

There  also  seems  to  be  at  least  one  defect  in  the  provisions  made 
by  the  transportation  act.  which  is  obvious,  and  that  la  the  entire 
separation  of  the  responsibility  for  Income,  ixs  determined  by  rates 
through  the  Interstate  Commerce  Commission,  and  the  responsibility 
for  outgo,  as  determined  by  waxes  and  working  conditions  by  the 
Tnited  States  Railroad  Labor  Board.  This  recognition  has  been 
spontaneous  and  general  throughout  the  country.  Some  change  In  this 
situation  will  have  to  be  made  within  some  reasonable  time.  We  are 
not  prepared  at  to  aay  what  we  think  It  should  be.  but 

we  do  desire  your  help  In  spreading  the  Idea  that  this  obvious  defect 
should  be  remedied  and  we  would  like  very  much  to  get  your  Ideas 
as  to  what  the  best  remedy  would  be.  We.  of  course,  are  not  only 
willing  but  anxious  to  fight  out  this  pending  wage  controversy  with 
the  constituted  authorities  ns  they  now  exist,  and  are  not  desirous 
of  complicating  that  with  suggestions  for  change.  Nevertheless.  the 
time  when  some  change  must  De  made  may  be  near  at  hand,  and  we 
would  ask  your  earnest  consideration  of  whether  or  not  any  national 
regulation  of  the  wages  and  working  conditions  of  all  kinds  of  rail- 
way labor  can  be  Instituted  which  would  not  have  the  Inevitable  result 
of  artificially  standardizing  upward  the  rates  of  pay  and  working  con- 
ditions of  railroad  employes. 

If  It  be  true  that  no  form  of  nntlonnl  reflation  of  wages  and 
working  conditions  can  be  devised  which  Is  free  from  this  fundamental 
effect.  th--n  it  seems  to  me  we  should  try  to  find  some  method 
whereby,  when  genuine  disputes  come  to  a  head,  there  can  be  a 
peaceful  and  orderly  method  of  attempting  an  appeal  to  reason  and 
Justice  before  we  come  to  the  possibility  of  an  organized  strike. 

In  conclusion.  I  wish  to  express  on  behalf  of  all  of  the  executives 
their  appreciation  of  the  spirit  of  good-will  and  co-operation  with 
which  you  ha\  We  are  trying  to  find  a  way  out  of  present 

difficulties.  In  which  we  bear  our  burden  and  make  our  sacrifice  just 
a*  much  as  an  '.  and  in  which  we  do  not  try  to  brine 

ourselves  out   •.  >   process  other  than  one  which  will   help  to 

bring  agriculture  and  Industry  out  wlu-l.  \i  the  same  time,  we 
want  to  urge  you  to  hear  In  mind  that  there  Is  an  enormous  public 

trnlng  power  of  the  railroads.     Th, 

railroads  are   the   >>t*ge«t   (Ingle    Industry    In    the   country.     They 
resent   about   a    third   of   the   Iron   and    coal    Industry  and    to  be   In  a 
position  v  demand  credit   for  new  rnni  and  locomotives 

and  for  extensions  and  Improvements  and  making  up  deferred  main- 
tenance mould  In  Itself  go  a  considerable  distance  toward  restoring 
normal  business  a>  <  '  unless  the  railroads  do  get  their  earning 

isonabte  promptness,  they  will  not  be  able  to  make 

up   their  'Maintenance,    buy   new   ears   and   locomotives,    and 

•  iiwnts  essential    to  their  being  able   to  meet   the 
traffic  of  the  country  when  business  again  comes  at  full  tide. 


service  from  Southampton  and  Cherbourg  to  New  York.  By 
the  early  spring  the  "Berengaria,"  52,000  tons,  and  the  "Maure- 
tania,"  31,000  tons,  will  have  been  converted  to  oil-fuel  burning, 
and,  with  the  "Aquitania,"  46,000  tons,  will  carry  out  a  weekly 
service  from  the  Hampshire  port. 

Prior  to  the  opening  of  the  St.  Lawrence  for  navigation 
various  ships  will  call  at  Halifax,  N.  S. 

In  addition  to  the  new  ships  already  mentioned,  five  other 
vi  ssels  are  under  construction.  A  striking  feature  of  this  new 
fleet  is  that  each  ship  possesses  only  one  funnel,  enabling  more 
accommodation  to  be  devoted  to  passengers. 


CUNARD   LINE   DEVELOPMENTS 

Important  announcement*  concerning  greatly  extended  serv 
Ice*  and   new  ship*   In   com  mission,  are  made   by  the   Cunard 
i-any.  Six  big  new  oil-burning  linen,  of  an  aggregate  tonnage 
>ver  100.000.  will  form  the  basin  for  the  renewal  In  the  early 
spring  of  service*   that   have   lapsed   since   the   war.   owing  to 
lack  of  vessels  to  maintain  them.    The  three  biggest  ships  of 
the  fleet  will  by  that  time  all  burn  oil  fuel. 

particular  Importance  and  Interest  is  the  resumption  ot 
the  direct  services  between  tbe  C.  8.  and  Canada.  This  serv- 
ice, before  tbe  war.  consisted  of  ships  carrying  cabin  and  third 
clans  passenger*  only,  but  the  Idea  has  been  perfected  and 
the  Canadian  service  will  now  contain  ships  of  three  different 
types,  appealing  to  all  types  of  traveler.  The  Liverpool.  Queens- 
town.  Quebec,  Montreal  service  will  be  maintained  by  the 
"Tyrrhenla"  of  17.000  tons,  carrying  nrst.  second  and  third  class 
passengers;  the  "Ausonla"  of  15,000  tons,  carrying  cabin  and 
third  class,  and  the  "Albania"  of  13.000  tons,  carrying  cabin 
passengers  only.  To  the  Ix>ndon  Canada  service  the  "Andania" 
and  "Antonla"  have  been  allocated,  both  of  them  of  15,000  tons 
and  carrying  cabin  and  third  class  passenger*.  Passengers  In 
this  service  all  embark  at  Southampton,  and  the  ships  call  at 
tbonrg  westbound  to  embark  continental  passengers,  and  at 
Plymouth  and  Cherbourg  eastbound. 

All  these  ship*  have  been  designed  specially  for  the  Cana- 
dian trade  and  can  carry  a  big  qualtlty  of  cargo.  In  addition  to 
a  large  number  of  passengers  Like  all  new  Cunarders.  they 
burn  oil  fuel  and  are  fitted  with  turbines  of  the  double  reduction 
geared  type. 

The  route  between  Liverpool,  Queenstown  and  Boston  will 
be  reopened  by  the  '  Ijtronia"  of  20.000  tons,  which  carries  three 
classes  of  passengers.  She  Is  practically  a  sister-ship  to  the 

hla."  • 

The  Liverpool.  Queenstown.  New  York  service  will  be 
strengthened  by  the  inclusion  of  the  "Samaria,"  another  sister- 
ship  to  th.»  "Scythla."  and  (here  will  be  practically  a  weekly 
sailing  from  the  Mersey  to  New  York. 

Th«>  continental  service  from  Hamburg  to  New  York,  hith- 
erto rarrieii  out  by  the  "Saxonla."  will  Include  also  the  "Caronia" 
of  is.  which  Is  at  present  engaged  In  Mediterranean 

mils**. 

Pride  of  plar-e.  however,   will   doubtless   go  to   the   express 


TONNAGE  IN  AMERICAN  SHIPS 

The   Traffic   World   Washington  Bureau 

An  analysis  of  tonnage  carried  by  American  ships  in  the 
foreign  trade  of  the  United  States,  by  E.  S.  Gregg,  chief  of  the 
transportation  division  of  the  Department  of  Commerce,  in  the 
first  ten  months  of  1921,  shows  that  the  percentage  of  forelgu 
trade  between  the  United  Kingdom  and  the  Atlantic  coast  of 
tho  United  States  carried  by  American  ships  fluctuated  between 
fifty-five  per  cent  In  June  and  fifteen  per  cent  in  October.  Mr. 
Gregg  said: 

In  general,  a  better  showing  was  made  by  exports  than  by  im- 
ports on  this  trade  route.  In  trade  between  the  United  Kingdom  and 
the  Gulf  region,  the  share  of  American  ships  reached  its  lowest  point 
In  October,  when  It  amounted  to  only  eleven  per  cent,  as  compared 
with  31  per  cent  Jn  July.  United  Kingdom-Pacific  Coast  trade  was 
divided  between  American  and  foreign  ships  on  a  thirty-three  and 
sucty-seiren  per  cent  basis  for  the  10-month  period.  The  montn-to- 
montli  percentages  for  imports  and  exports  show  a  very  wide  and  er- 
ratic fluctuation  in  the  division  of  traffic  between  American  and  for- 
eign ships.  In  August  American  ships  carried  none  of  the  imports  and 
twenty-nine  per  cent  of  the  exports,  while  in  July  they  carried  one 
hundred  per  cent  of  the  Imports  and  forty-live  per  cent  of  the  exports, 
•he  basis  of  10  months'  trade  between  Atlantic  Europe  and 
the  Atlantic  ports  of  this  country.  American  ships  carried  forty  per 
cent  of  the  cargo  and  foreign  ships  sixty  per  cent.  During  April 
American  ships  CI»M  I  wo  per  cent,  and  In  October  twenty- 

sever  In  general,   their   i.s  a   tendency  for  the  proportion  of 

cargo  car  n-rk-an  ships  on  this  trade  route  to  decline. 

nonth-to-ouuith  fluctuation  In  the  relative  position  of  Ameri- 
can in  the  trade  between  l';iolfic  Coast  and  At- 
lantic Kurope  Is  extreme,  i  in  the  whole,  foreign  ships  have  decidedly 
the  twat  of  It  here,  having  carried  all  the  Incoming  and  outgoing  cargo 

I  <rch.  May.  June.  July,  and  October.  In  April,  however.  Ameri- 
can ships  carried  sixty- four  per  cent  of  the  trade  in  both  directions, 
and  In  Septeml  irrled  all  of  the  inipoits.  Percentages  for  the 

10  months  taken  together  give  American  ships  seventeen  per  cent  and 
foreign  ships  eighty-three  per  cent  of  the  traffic. 

Atlantic  Europe-(!ulf  Coast  trade  was  carried  thirty-two  per  cent 
by  ships  flying  the  American  flag  and  sixty-plght  per  cent  by  foreign 

The  trade  between  the  Atlantic  Coast  of  the  United  States  and 
the  Mediterranean  constituted  almost  three-fourths  of  the  total  vol- 
ume of  our  trade  with  that  region.  The  cargo  moving  on  this  >  • 
was  divided  between  American  and  foreign  ships  on  a  Basis  which  did 
not  fluctuate  very  widely  from  month  to  month.  American  vessels 
made  their  best  record  In  .M.-m-D.  with  twenty-six  per  cent,  as  against 
twenty-three  per  cent  for  the  10  months  as  a  whole.  A  tendency  for 
the  share  carried  by  foreign  ships  to  Increase  is  observable. 

Mediterranean-Gulf  Coast  trade  was  carried  largely  in  foreign 
ships  during  the  10  months  covered  In  this  survey.  All  of  the  Imports 
were  so  carried  and  eighty-seven  per  cent  of  the  exports. 

Pacific  Coast  trade  •  Mediterranean  Is  very  small.     In  Jan- 

uary. July.  August,  and  September  no  shipments  In  either  direction 
are  recorded.  Percentages,  therefore,  are  not  very  significant  for 
this  region. 


AMERICAN  SHIPPING  DEVELOPMENT 

The  Traffic   World   Washington  Bureau 

Definite  steps  are  being  taken  by  many  branches  of  tbe  gov- 
ernment to  aid  in  the  development  of  adequate  shipping  under 
the  American  flag,  the  National  Merchant  Marine  Association 
said  In  a  statement  issued  January  3.  It  pointed  to  the  action 
of  Congress  in  passing  the  Russian  relief  bill  requiring  the  grain 
to  be  carried  to  Russia  in  American  bottoms.  It  said: 


action  establishes  a  precedent  which,  It  Is  believed,  will  be 
by  Congress  In  future  cases  of  shipments  for  the  account  of 
the  government.  Nearly  a  hundred  vessels  will  be  used  in  carrying 
the  grain  to  Russia  and  this  will  furnish  employment  for  a  large 
number  of  Idle  American  seamen. 

Another  step  has  just  been  taken  which  will  aid  further  In  the  de- 
velopment of  American  shipping.  Within  the  post  few  months  a  num- 
ber of  cases  have  been  reported  of  representatives  of  the  government 
using  foreign  vessels  when  traveling  on  government  business,  although 
r  lean  liners  of  the  requisite  speed,  equipment  and  frequency  of 
sailings  have  been  available. 

The  association  has  taken  this  matter  up  with  the  heads  of  the 
various  government  departments,  pointing  out  that,  with  the  govern- 
ment seeking  at  great  cost  to  develop  an  adequate  merchant  marine, 
the  use  of  foreign  vessels  by  American  officials  not  only  Increases  the 
difficulty  of  the  task  by  the  diversion  of  money  to  our  competitors. 
but  furnishes  a  bad  example  for  the  public,  whose  support  of  Ameri- 
can flag  shipping  Is  sought.  The  suggestion  that  the  government  de- 
partments take  steps  to  prevent  the  practice  referred  to  has  met  with 
gratifying  response.  President  Hnrdlng's  cabinet  officers  agreeing 
that  everything  possible  should  be  done  towards  aiding  in  the  expan- 
sion of  American  passenger  service. 


OCEAN  FREIGHT  RATE  CHANGES 

"Changes  In  ocean  freight  rates  during  December  were  un- 
important as  compared  with  those  which  have  occurred  in  tin- 
last  few  months,"  said  the  Federal  Reserve  Board  In  its  review 
of  business  conditions  In  that  month.  "In  spite  of  some  reduc- 
tions a  number  of  trades,  including  the  Far  East,  rates  were  In 
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tinner  limn  lor  some  lime  past.  The  charter  market 
displayed  little  activity,  and  while  a  few  vessels  were  chartered 
at  figures  representing  concessions  below  quotations  In  the  pre- 
vious month,  there  was  nothing  approaching  a  general  decline 
during  December.  Taking  the  year  as  a  whole,  the  shipping  in- 
dustry has  been  passing  through  a  most  difficult  period,  In  which 
many  of  the  weaker  operators  have  been  forced  to  go  out  of 
business,  and  in  which,  as  a  result  of  greatly  reduced  freight 
i  ales,  smaller  available  cargoes,  and  continued  high  costs  of  op- 
eration, very  few  companies  have  been  able  to  make  a  satisfac- 
tory showing.  This  condition  has  been  world-wide,  although 
American  companies  have  felt  in  special  degree  the  handicap  of 
;i  higher  scale  of  wages  than  their  foreign  competitors  have 
been  obliged  to  pay." 

SCRAPPING  OF  WOODEN  SHIPS 

Tkt  Traffic   World  Washington  Bureau 

3.  W.  Powell,  president  of  the  Emergency  Fleet  Corporation, 
has  announced  that  the  trustees  of  the  Emergency  Fleet  Corpora- 
tion have  entered  into  contracts  for  the  dismantling  and  scrapping 
of  12  wooden  vessels  now  laid  up  in  the  James  River.  The 
following  companies  have  been  awarded  two  wooden  vessels 
each:  Chesapeake  Construction  and  Engineering  Company. 
Washington,  D.  C.;  Henry  A.  Hitner's  Sons'  Company,  Phila- 
delphia, Pa.;  William  J.  Breen  &  Co.,  Boston,  Mass.;  Charles  A. 
Jording,  Baltimore.  Md.;  Boston  Iron  and  Metals  Company,  Balti- 
more. Md.;  The  Sales  Corporation,  Richmond,  Va. 

"By  the  terms  of  the  contracts,  prepared  and  approved  by 
the  general  counsel  for  the  Emergency  Fleet  Corporation,  the 
above  named  firms  agree  to  pay  all  expenses  involved  in  the 
dismantling  and  scrapping  of  the  vessels;  to  pay  the  Emergency 
Fleet  Corporation  $1,000  per  boat  and  to  pay  it  50  per  cent  of 
all  net  profits  above  $1,000,"  Mr.  Powell  said. 

"It  is  also  understood  that  the  contractors  are  to  dispose  of 
all  hulls  in  such  manner  that  they  cannot  be  employed  again 
for  transportation  purposes. 

"The  dismantling  and  scrapping  of  these  vessels  are  solely 
for  experimental  purposes,  and  these  contractors  are  to  furnish 
a  bond  of  $10,000  within  10  days,  to  severally  execute  all  neces- 
sary instruments  that  the  general  counsel  of  the  Emergency 
Flet  Corporation  may  advise,  and  to  perform  all  such  other  acts 
as  are  necessary  and  proper  to  carry  into  effect  the  intent  of 
the  resolution,  adopted  by  the  board  of  trustees." 


REDUCTIONS  TO  WEST  AFRICA 

The  Traffic   World   Washington  Bureau 

A.  H.  Bull  and  Company,  of  New  York,  have  announced  that 
extensive  plans  have  been  made  for  improving  the  Bull  Line  serv- 
ice between  New  York  and  West  African  ports,  it  having  devel- 
oped that  rates  for  all  classes  of  merchandise  from  Northern  Eu- 
rope and  United  Kingdom  ports  to  West  Africa  were  materially 
lower  than  those  from  New  York  to  West  Africa. 

Therefore,  in  order  to  develop  this  trade  and  place  American 
merchants  on  a  better  export  basis,  a  material  reduction  in  rates 
will  be  made  by  the  Bull  Line,  the  company  said: 

There  will  be  at  least  one  regular  departure  monthly  from 
New  York,  calling  at  the  principal  West  African  ports.  These 
steamers  will  depart  on  schedule  dates,  in  accordance  with  the 
policy  outlined  some  time  ago  by  the  Emergency  Fleet  Corpora- 
tion. 

W.  J.  Love,  vice  president  of  the  Emergency  Fleet  Corpora- 
tion, said  he  could  not  tell  what  the  percentage  amount  of  the  re- 
ductions to  be  made  by  the  Bull  Line  in  ocean  freight  rates  from 
New  York  to  West  African  ports  would  be.  He  said  the  rates 
were  being  worked  out  and  that  the  reductions  probably  would 
range  around  20  or  25  per  cent.  He  said  the  idea  was  to 
bring  them  substantially  in  line  with  the  rates  from  Northern  Eu- 
rope and  United  Kingdom  ports  to  West  African  ports,  and  thus 
enable  the  American  line  to  compete  with  foreign  lines  In  the 
service  to  the  African  ports. 


SERVICE,  GULF  TO  LIVERPOOL 

The  Traffic   World   Washington  Bureau 

W.  J.  Love,  vice-president  in  charge  of  traffic.  Emergency 
Fleet  Corporation,  has  announced  that  arrangements  have  been 
completed  by  which  materially  improved  service  will  be  given 
to  cotton  shippers  and  other  exporters  from  Gulf  ports  to  Liver- 
pool, England. 

"Commencing  January  13,  1922.  there  will  be  a  sailing  every 
two  weeks  from  Galveston,  Texas,  of  Shipping  Board  vessels  op- 
erated by  Sgitcovich  &  Co:,  and  commencing  January  30,  1922, 
there  will  be  a  sailing  every  two  weeks  from  New  Orleans  of 
Shipping  Board  vessels  operated  by  Trosdal,  Plant  &  Lafonta," 
said  he. 

"These  steamers  will  sail  on  schedule  dates  in  accordance 
with  best  commercial  practice,  and  ships  best  adapted  for  the 
trade  will  be  placrv)  in  the  service.  This  arrangement  means  the 
disappearance  of  the  constant  complaints  of  Southern  shippers 
against  delay  in  loading  and  irregularity  of  departures." 


Operators  of  Shipping  Hoard  vessels  have  been  authorized 
by  the  Emergency  Fleet  Corporation  to  book  cotton  cargoes 
from  Gulf  ports  to  Liverpool  at  7%  cents  per  100  pounds  less 
than  privately  owned  vessels  rated  as  class  I  ships.  The  rea- 
son for  this  change  was  that  Shipping  Board  vessels  are  rated 
as  class  II  ships,  which  results  in  a  higher  charge  for  insur- 
ance. These  vessels,  therefore,  were  at  a  disadvantage  in 
competing  with  class  I  ships.  The  lines  in  the  Gulf  conference 
agreed  to  the  change  made  by  the  Fleet  Corporation,  according 
to  W.  J.  Love,  vice-president  in  charge  of  traffic. 


EGYPTIAN  COTTON  TRAFFIC 

The  Traffic   World  Washington  Bureau 

"Indications  are  that  the  first  American  steamer,  under  the 
new  agreement  between  the  Liverpool  Liners  and  the  Emergency 
Fleet  Corporation,  will  shortly  sail  from  Alexandria,  Egypt,  for 
Boston,  with  10,000  bales  of  Egyptian  cotton,"  said  W.  J.  Love, 
vice-president  of  the  Emergency  Fleet  Corporation  in  charge  of 
traffic. 

"This  is  the  largest  shipment  of  Egyptian  cotton  ever  brought 
from  Alexandria  to  the  United  States  in  an  American  bottom,  and 
is  ample  evidence  of  the  value  of  this  important  agreement." 

The  agreement  with  respect  to  the  Egyptian  cotton  traffic 
being  divided  between  the  British  liners  and  the  Shipping  Board 
was  announced  recently  by  Mr.  Love  after  long  negotiations  on 
the  s.ibject. 


PACIFIC  COAST  COMPANY  APPROVED 

The  Traffic   World   Washington  Bureau 

President  Harding  and  the  Shipping  Board  have  approved 
a  proposal  of  Pacific  coast  interests  to  form  a  large  company 
to  buy  government  vessels  in  operation  from  Pacific  coast  ports. 
A.  D.  Lasker,  chairman  of  the  board,  set  forth  the  views  of  the 
board  on  the  subject  in  a  telegram  to  the  presidents  of  the 
Chambers  of  Commerce  of  the  cities  of  San  Francisco,  Portland, 
Seattle,  Tacoma,  Los  Angeles,  San  Diego  and  Oakland,  and 
urged  them  to  participate  in  a  meeting  to  be  called  for  considera- 
tion of  the  project.  The  telegram  follows: 

At  a  recent  conference  in  Washington  with  operators  of  the  gov- 
ernment 5-35  type  ships  on  Pacific  coast,  the  idea  was  developed 
to  form  a  large  company  on  the  Pacific  coast,  the  stock  of  which 
should  be  as  widely  distributed  as  possible  among  the  people  of  the 
Pacific  coast,  states,  which  company  in  turn  should  acquire  from  the 
government  such  ships  as  it  needed  and  as  the  government  might 
properly  be  able  to  furnish  to  adequately  care  for  the  facilities  of  all 
the  Pacific  coast  ports.  The  Shipping  Board  heartily  favors  the  idea, 
believing  that  if  the  United  States  is  to  occupy  its  proper  place  on  the 
Pacific,  it  is  necessary,  in  addition  to  such  government  aid  as  is  now 
rovided  by  law  or  may  be  further  provided,  that  success  can  only 
ie  insured  through  a  popularly  owned,  popularly  financed,  privatelv 
operated,  large  corporation  that  shall  represent  all  the  interests  and 
all  the  ports  of  the  Pacific  coast  states,  in  order  that  co-operation 
between  all  the  ports  may  be  assured,  so  that  the  United  States  may 
present  a  united  effort  in  the  development  of  the  Pacific.  President 
Harding  knows  of  and  approves  the  tentative  plan. 

The  companies  consulted  suggested  that  Mr.  Herbert  Fleisch- 
hacker  of  San  Francisco  be  requested  to  call  a  meeting  of  the  re- 
spective chambers  of  commerce  of  all  the  Pacific  ports,  and  in  this 
the  Shipping  Board  concurred  and  covered  with  Mr.  Fleischhacker 
what  it  had  in  view  in  order  that  he  in  turn  might  communicate  on 
the  ground  with  the  various  chambers  so  that  the  whole  matter 
might  be  thoroughly  discussed.  It  is  not  the  Shipping  Board's  idea  to 
favor  one  port  as  against  another,  but  rather  to  use  its  assets  and 
its  good  offices  to  bring  all  the  ports  of  the  Pacific  coast  together 
in  a  concerted  effort  to  develop  each  port  to  its  utmost  possibilities  in 
the  interests  of  the  whole.  The  Shipping  Board  feels  that  if  all  the 
people  of  the  Pacific  coast  are  united  in  one  great  company  that  can 
acquire  not  only  the  government's  ships  needed,  but  also  build  such 
new  ships  as  are  necessary  and  with  ample  capital  to  finance  opera- 
tions, the  Pacific  ports  of  the  United  States  can  be  developed  as  in 
no  other  way.  On  behalf  of  the  Shipping-  Board  I  urge  that  your 
chamber  be  represented  at  the  meeting  when  called,  in  order  that 
after  general  discussion  the  Shipping  Board  may  get  the  benefit  of 
the  matched  minds  of  all  the  Pacific  coast  on  the  board's  ardent 
desire  to  develop  the  coast  and  Its  ports. 
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RAILROAD-STEAMSHIP  CONTRACTS 

The  Traffic   World   Washington  Bureau 

With  the  exception  of  the  Great  Northern  and  the  Chicago, 
Milwaukee  &  St.  Paul,  the  railroads  having  agreements  or  con- 
tracts with  foreign  steamship  companies  have  advised  the  Ship- 
ping Board  that  it  will  be  agreeable  to  them  to  abrogate  the 
agreements.  The  representatives  of  the  companies  which  have 
assented  to  abrogation  of  the  agreements  indicated  that  their 
companies  would  be  willing  to  terminate  them  when  the  hear- 
ing on  the  railroad-steamship  contracts  was  held  before  a  divi- 
sion of  the  board  recently.  These  lines  serve  Atlantic  and  Gulf 
ports.  , 

The  Shipping  Board  had  asked  for  an  expression,  not  later 
than  December  31,  from  the  companies  as  to  their  position  with 
regard  to  the  contracts.  After  that  date,  and  in  the  absence  of 
agreement  with  the  board's  desire  that  the  agreements  be  abro- 
gated, it  was  indicated  by  the  board,  action  might  be  taken  to 
compel  the  lines  to  cancel  the  contracts. 

No  statement  has  been  obtained  from  the  board  thus  far 
as  to  just  what  power  it  has  under  the  shipping  act  and  tha 
merchant  marine  act  to  compel  cancellation  of  such  contracts. 


January  7. 


•fin-: 
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Tlif  admiralty   counsel  for  Hit-  board  has  been  making  a  study 
of  the  subject. 

The  board  has  heard  from  interests  in  the  port  of  Seattle 
which  have  protested  against  abrogation  of  the  contracts  or 
agreements  the  Great  Northern  and  the  Chicago,  Milwaukee  & 
St.  Paul  have  with  the  principal  Japanese  lines  operating  in 
and  out  of  Seattle,  but  the  board,  it  is  understood,  has  replied 
to  the  effect  that  American  service  out  of  the  Puget  Sound 
ports  to  the  Orient  can  not  be  maintained  in  the  face  of  con- 
tracts such  as  the  two  transcontinental  have  with  the  Japanese 
lines. 


CANADIAN  MARKING  REGULATIONS 

The  regulations  of  the  Canadian  department  of  customs  and 
excise,  covering  the  marking  of  goods  imported  Into  Canada 
(Traffic  World  December  24,  p.  1324.)  have  received  a  second  re- 
vision, under  date  of  December  19.  The  revision  of  that  date  is 
identified  as  file  105.243.  There  has  been  no  change  in  that  part 
of'  the  regulation  allowing  the  use  of  either  French  or  English. 
The  change  that  probably  will  be  of  most  interest  to  American 
exporters  is  that  in  section  13,  which  makes  It  sufficient  for  an 
American  to  give  the  name  of  the  place  and  the  state  in  which 
he  doe*  Ms  producing  or  manufacturing.  As  amended,  the  reg- 
ulation Is  as  follows: 

13.     The  name  of  a  manufacturer  or   h!»  trademark  accompanied 

by  the  name  of  the  country  or  a  place  In  a  province,  itate  or  other 

division  of  a  country  where  the  good*  have  b««n  manufactured  or  pro- 

I  will  be  accepted  an  minVi.-nt  Indication  of  the  country  of  origin. 


GOVERNMENT  SHIP  DAMAGE  CASES 

The  United  States  Supreme  Court  has  sustained  the  con- 
tention of  the  Department  of  Justice  in  several  cases  Involving 
actions  for  damages  caused  by  vessels  owned  by  the  govern- 
ment or  under  control  of  the  government  for  war  purposes  that 
such  vessels  were  in  the  same  class  as  regular  ships  of  the  army 
and  navy  which  carry  with  them  immunity  of  sovereignty.  The 
ruling  was  made  In  No.  21.  Original.  No.  22.  Original,  and  No. 
23.  Original,  the  name  of  the  steamships  involved  being  Western 
Maid,  Liberty,  and  Caiollnlan.  The  decision  of  the  court  will 
save  the  government  many  million  dollars.  Attorney-General 
Daugherty  said.  There  were  several  hundied  similar  cases 
brought  against  the  government. 


NEW  YORK  PACIFIC  COAST  SERVICE 
The  Pacific  Mall  Steamship  Company  announces  the  Inaug- 
uration of  a  regular  freight  and  passenger  service  between  New 
York  and  the  Pacific  Coast  in  addition  to  the  service  now  main- 
tained from  Baltimore.  The  first  steamer  will  be  the  8.  S. 
Venezuela  sailing  from  New  York  February  8.  followed  by  S.  S. 
Santa  Ana.  February  25.  and  S.  S.  Ecuador  March  11,  calling  at 
Los  Angeles  Harbor  and  San  Francisco.  Shipments  will  also 
be  .  'or  Oakland.  Cal.,  Portland.  Ore..  Seattle  and  Ta- 

coma.  Wash,  and  Vancouver,   it.  C..  with  trans-shipment  at  San 
Francisco  but  without  additional  cost  to  either  shipper  or  con- 


AMERICAN  HAWAIIAN    SERVICE 

The  American-Hawaiian  Steamship  Company,  through  its 
managing  agents,  the  Cnlted  American  Lines,  has  Issued  a  state- 
meat  showing  that  out  of  a  total  of  78  ships  scheduled  to  sail 
from  New  York.  Boston,  and  Philadelphia  to  C  S.  Pacific  coast 
ports  In  1921.  71  sailed  on  time  and  only  7  delayed:  of  the 
latter,  5  were  delayed  only  one  day.  Thirty  sailings  scheduled 
from  Boston  were  carried  out  without  a  single  delay.  The  Phil- 
adelphia service  was  Inaugurated  In  September  and  up  to  the 
I  of  the  year  9  sailings  had  taken  place  without  a  delay.  There 


bear  their  share  of  the  cost  of  maintaining  the  conferences' 
offices  and  clerical  help.  Mr.  Love  said  the  order  was  made 
because  the  Shipping  Board  had  been  bearing  the  expense  of 
the  conferences,  and  that  there  was  no  reason  why  the  par- 
ticipating lines  should  not  share  the  expense.  Mr.  Love  did 
not  agree  with  reports  from  New  York  to  the  effect  that  the 
action  of  the  board  probably  would  result  in  the  termination 
of  the  conferences. 


SALE  OF   HOG   ISLAND   EQUIPMENT 

The  Emergency  Fleet  Corporation  will  receive  bids  on  a  pri- 
vate competitive  basis  up  to  5  p.  m.  January  12  on  309  fiat  cars, 
35  gondola  cars,  15  box  cars  and  1  locomotives  at  Hog  Island  and 
Bristol,  Pa.  The  equipment  was  used  by  the  government  in  the 
shipbuilding  plants  at  the  points  named.  It  will  be  sold  "as  is 
and  where  is." 


CUT    IN    MEXICAN    RATES 

The  Mexican  Government,  according  to  Consul  John  W. 
Dyer,  has  equalized  freight  rates  from  Juarez  to  Mexican  points 
with  rates  in  effect  from  other  border  points,  thereby  effecting 
a  reduction  of  from  10  to  25  per  cent,  according  to  the  class 
of  merchandise  shipped,  and  enabling  shippers  and  merchants  to 
send  goods  from  the  United  States  to  Mexico  through  El  Paso- 
.lu  ir.-z  at  the  same  rates  as  through  other  ports. 


NEW  WATER   ROUTE   PLANNED 

Establishment  of  a  direct  water  route  between  Chicago  and 
.Buffalo  Vas  indicated,  December  30,  by  the  announcement  that 
the  Great  Lakes  Transit  Company  had  taken  over  dockage  and 
warehouse  facilities  of  the  Lehlgh  Valley  Line  in  the  Chicago 
business  district.  The  Great  Lakes  company  plans  a  three-times- 
a-week  service  between  the  two  cities,  operating  the  23  vessels 
it  now  possesses  and  10  It  plans  to  purchase  before  the  opening 
of  lake  navigation.  Efforts  to  make  joint  rate  arrangements 
with  the  western  and  southwestern  lines  will  be  made. 


REVENUE  FREIGHT  LOADING 

The  Traffic   World   Washington  Bureau 

Class  I  roads  in  the  quarter  ended  September  30,  1921,  car- 
ried a  total  of  441.880,704  tons  of  carload  and  L.  C.  L.  traffic,  as 

•  •ompared  with  a  total  of  628,045,169  tons  in  the  corresponding 
period  of  1920,  according   to  a   summary  of  freight   commodity 
statistics  issued  by  the  Commission. 

In  the  third  quarter  of  1921  the  number  of  carloads  was 
12.928.934  and  the  tonnage  424,454,800,  and  in  the  corresponding 
period  of  1920  the  number  of  carloads  was  17,672,592  and  the 
(onnage  603.770,625. 

These  figures  reflect  the  marked  drop  in  tonnage  carried  in 
the  third  quarter  of  1921  as  compared  with  the  corresponding 
quarter  for  1920. 

Ily  classes  of  commodities  the  total  revenue  freight  carried 
in  the  third  quarter  of  1921  was  as  follows:  Products  of  agri- 

•  ulture,  2.449,951  carloads  of  59,612.632  tons;   animals  and  prod- 
ucts, 840,295  carloads  of  10,378.917  tons;  products  of  mines,  4,813,- 

carloads  of  233.031.729  tons;  products  of  forests,  1,284,835 
carloads  of  33,845.769  tons:  manufactured  and  miscellaneous, 
3.540.701  carloads  of  87,585.753  tons. 

-nue  freight  loading  totaled  665,927  cars  in  the  week 
ended  December  24.  as  compared  with  727,003  cars  in  the  pre- 
ceding week,  according  to  the  weekly  report  of  the  car  service 
division  of  the  American  Railway  Association.  In  the  cor- 
responding weeks  of  1920  and  1919,  the  loadings  were  648,406 
and  647,840,  respectively.  Preparation  of  the  detailed  figures 
of  the  loading  of  commodities  by  districts  was  delayed  this 


were  89  sailings   from   New   York,  in   which   case  only   7   ships      w"k  "n  account  of  late  reports  by  carriers. 

deviated  from  schedule,  as  above  Indicated.     This  record  of  reg-  

ularity.  the  statement  points  out.  Is  comparable  with  that  of  any 
passenger  serrise.  The  average  voyage  time  for  the  New  York 
sailings  above  referred  to  was  19  days  to  Ix>s  Angeles.  22  days 
to  San  Francisco.  2»  day*  to  Seattle  and  36  days  to  Portland. 
fan.  In  the  last  six  months  of  the  year  the  average  voyage 
flow  to  Los  Angeles  was  12  days 


SUIT    AGAINST    SHIPPING    BOARD 

The  Ship  Construction  *  Trading  Corporation,  which  bid 
12.100  a  ship  for  the  wooden  fleet  owned  by  the  Shipping  Board, 
has  brought  silt  against  the  board  In  the  Supreme  Court  of  the 
Dlstrio  of  Columbia  for  alleged  failure  to  execute  the  terms  of 
the  contract  tnter*d  Into  between  the  board  and  the  corporation. 
The  court  ofdtred  the  board  to  show  cause  January  6  why  It 
xhould  not  «ecute  the  contract.  The  legal  department  of  the 
board  has  ruled  that  the  bid  could  not  be  legally  accepted. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  number  of  surplus  cars  on  line  daily  increased  to  404.- 
214  cars  In  the  period  December  15-22  as  compared  with  371.221 
in  the  period  December  8-15,  according  to  the  weekly  report  of 
the  car  service  division  of  the  American  Railway  Association. 

The  surplus  was  made  up  as  follows: 

Box,  144,977;  ventilated  box,  3,998;  auto  and  furniture,  8,720; 
total  box,  157.695:  flat.  11876;  pondola.  139.725:  honner  57507- 
total,  all  coal,  197,230;  coke.  4.614;  S.  D.  stock,  18,230;  D.  D. 
stock,  1.833;  refrigerator,  5,022;  tank,  675;  miscellaneous,  7,037; 
total,  404,214. 

The  shortage  of  222  cars  was  made  un  of  104  box,  64  flat, 
17  gondola.  3  hopper,  24  D.  D.  stock  and  10  miscellaneous. 


SHIPPERS'  CONFERENCE    EXPENSE 

The     Shipping     Board,    through    W.    J.    Love,    vice-president 
'IP   Emergency    Fleet    Corporation    in   charge   of   traffic,   has 
ruled   that   xteamxhlp  companies   participating   In    the  rate  con- 
nee*,  which  «re  held  from  time  to  time  In  New  York,  must 


CARS    IN    BAD    ORDER 

Of  2.291,383  freight  cars  on  line  December  15.  according  to 
figures  of  the  American  Railway  Association.  308.556.  or  13.5  per 
cent,  were  in  bad  order  as  compared  with  320,292.  or  14  per  cent, 
on  December  1. 
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PAYMENT  OF  PER  DIEM  RECLAIMS 

Thl   Traffic   World   Washington  Bureau 

Attorneys  for  the  Manufacturers'  Junction  Railway,  in  a 
brief  in  the  second  industrial  railways  case,  make  the  point  that 
the  Commission,  in  ordering  the  trunk  lines  to  quit  paying  per 
diem  reclaims  to  the  junction  railway,  went  beyond  the  scope  of 
iis  orders  of  investigation  on  which  hearings  were  had  and  that, 
except  as  to  testimony  taken  since  the  reopening  of  the  case  in 
October,  the  junction  railway  had  not  had  the  kind  of  bearing  the 
law  intended  the  Commission  to  give.  They  contend  that  the 
question  of  the  propriety  of  per  diem  and  per  diem  reclaims,  as  a 
method  of  settling  accounts  between  trunk  lines  and  industrial 
short  line  common  carrier  railroads  for  car  use,  was  not  in  issue 
in  any  of  the  cases  created  by  the  investigation  orders  of  the 
Commission  and,  therefore,  it  was  beyond  the  power  of  the  Com- 
mission to  order  the  breaking  of  that  method  of  oeuling  the  ac- 
counts.  They  contend  that  the  order  forbidding  the  trunk  lines 
to  conduct  their  financial  relations  on  the  basis  of  per  diem  and 
per  diem  reclaims  was  and  is  void. 

As  a  substitute  for  per  diem  and  per  diem  reclaims,  the  Com- 
mission prescribed,  for  the  railroad  in  question,  the  hybrid  de- 
murrage plan  it  devised  and  put  out  in  its  report  in  the  Birming- 
ham Southern  case.  That  plan,  the  attorneys  for  the  junction 
road  said,  would  be  confiscatory  of  the  property  of  the  junction 
railroad.  They  asserted  that  the  demurrage  basis  would  be  in- 
adequate and  impractical  because  it  ignored  such  important 
things  as  the  handling  of  bad  order  cars,  cars  bunched  in  transit, 
cars  held  or  delayed  by  reason  of  embargoes,  cars  involved  in 
wrecks,  accidents,  and  so  on,  conditions  all  provided  for  in  the ' 
per  diem  and  per  diem  reclaim  basis  used  by  railroads  in  dealing 
with  each  other.  ,. 

Apparently,  however,  the  point  on  which  they  will  dwell  and 
possibly  go  to  court  on,  is  that  the  Commission  never  has  held 
that  per  diem  and  per  diem  reclaim  has  resulted  in  preference. 
It  has  only  -expressed  the  view,  they  said,  that  thac  basis  "may" 
result  in  unlawful  preferences.  As  to  that  they  say: 

The  fact,  if  true,  that  preference  may  result,  would  be  no  ground 
for  requiring  a  change  in  practice.  The  payment  of  an  allowance  or 
division  of  rates  to  a  so-called  industrial  railway  may,  if  excessive, 
result  in  preference.  But  the  courts  have  held  that  there  is  no  reason 
for  cancelling  the  divisions  or  denying  any  allowance  whatever  out  of 
the  joint  rates;  it  is  simply  ground  for  preventing  the  excess  and 
restricting  the  amount  of  the  division.  Therefore,  the  fact  that  per 
diem  or  reclaim  arrangements  may  result  in  abuse,  if  not  on  a  fair 
basis,  is  simply  ground  for  requiring  that  a  fair  basis  of  reclaim  shall 
be  observed. 

The  Manufacturers'  Junction  Railway  asks  the  Commission 
to  set  aside  its  order  and  give  approval  to  the  per  diem  and  per 
diem  reclaim  basis  as  a  proper  one  to  be  observed  in  disposing  of 
car  hire  questions  between  the  trunk  lines  and  it.  Its  attorneys 
assert  that  conditions  in  the  Chicago  switching  district,  where 
the  junction  railway  operates,  are  so  different  from  those  shown 
by  the  record  in  the  Northampton  &  Bath  and  the  Birmingham 
Southern  cases  that  they  cannot  be  accepted  as  precedents  to 
govern  the  question  raised  in  the  junction  railway  case.  Even  if 
they  should  concede  that  the  Commission  made  proper  decisions 
in  the  two  cases  mentioned,  the  lawyers  assert,  the  difference  in 
conditions  is  so  marked  that  such  a  concession  would  mean 
nothing. 

Even  under  the  per  diem  and  per  diem  reclaim  basis,  they 
contend,  the  Manufacturers'  Junction  Railway  has  not  earned  a 
fair  return  on  its  investment  and  the  demurrage  plan  prescribed 
by  the  Commission,  they  assert  the  record  shows,  would  result  in 
a  substantial  loss  of  revenue.  In  fact,  they  claim  the  result 
would  be  a  deficit  in  operation,  so  that  a  common  carrier 
would  not  be  able  to  operate  at  all  except  on  the  basis  of  con- 
tributions from  its  owners  toward  the  furnishing  of  a  transpor- 
tation service  on  which  the  shippers  along  its  rails  depend. 

The  attorneys  quote,  with  approval  what  the  Commission 
said  in  the  New  England  Divisions  case  (62  I.  C.  C.  513) : 

Per  diem  has  never  been  a  factor  specifically  taken  into  account  in 
the  determination  of  divisions.  If  it  were  so  considered  one  of  the 
essential  purposes  of  per  diem,  i.  e.,  greater  use  of  freight  equipment, 
might  be  nullified.  As  a  road  may  have  a  debit  balance  one  month 
and  a  credit  balance  in  another,  an  exceedingly  variable  factor  would 
be  injected  into  the  measure  of  compensation  for  the  service  per- 
formed under  joint  rates.  It  was  further  suggested  for  defendants 
that  if  debit  balances  for  per  diem  were  made  a  factor  in  increasing 
divisions,  the  incentive  for  purchasing  new  cars  would  be  gone. 

ILLINOIS  TERMINAL  EXTENSION 

The  Traffic   World   Washington  Bureau 

A  certificate  of  public  convenience  and  necessity  has  been 
issued  by  the  Commission,  authorizing  the  Illinois  Terminal 
Railroad  Company  to  construct  an  extension  of  its  line  from 
LeClair  to  and  through  Formosa  Junction  to  O'Pallon,  in  Madi- 
son and  St.  Clair  counties.  111.,  a  distance  of  approximately  14 
miles.  The  St.  Louis,  Troy  &  Eastern  Railroad  Company,  re- 
ferred to  as  the  Troy  company,  and  the  St.  Louis  &  Illinois  Belt 
Railroad  Company,  referred  to  as  the  Belt  company,  objected 
to  the  granting  of  the  application. 

The  Terminal  company  owns  and  operates  a  belt  line  ex- 
tending from  Alton,  111.,  to  LeClair,  111.,  a  distance  of  15  miles. 


It  also  operates  from  LeClair  to  Formosa  Junction,  111.,  a  dis- 
tance of  approximately  6  miles,  over  the  tracks  of  the  Belt  com- 
pany, which  are  leased  to  the  Troy  company. 

The  Commission  said  the  Terminal  company's  railroad  served 
the  industrial  district  In  the  vicinity  of  Alton,  Wood  River  and 
through  to  Edwardsville,  111.,  and  connected  with  various  trunk 
lines  at  these  points.  It  was  represented  that  the  construction 
of  the  extension  would  eliminate  congestion  which  has  occurred. 

The  protestants  objected  to  the  application  on  the  ground 
that  construction  of  the  extension  between  Formosa  Junction  and 
O'Fallon  would  result  in  a  duplication  of  facilities,  would  require 
a  large  investment  not  necessary  to  meet  the  public  needs,  would 
deplete  the  earnings  of  the  existing  road  and  was  not  required 
to  serve  the  demands  or  necessities  of  the  public. 

The  Commission  said  that  in  1910  the  Terminal  company 
began  operating  over  the  Belt  company's  railroad  from  LeClair 
to  Formosa  Junction  under  a  written  contract,  which  was  termi- 
nated by  the  Belt  company  on  June  1,  1917,  and  since  which 
time  the  Terminal  company  has  operated  over  the  Belt  line  under 
verbal  permission 'and  upon  such  terms  and  conditions  as  the 
Belt  company  from  time  to  time  imposed.  Attempts  were  made 
to  negotiate  a  new  agreement,  but  these  were  unsuccessful,  the 
Commission  said,  and  the  Terminal  company  said  it  would  be 
more  economical  for  it  to  construct  the  additional  trackage  than 
to  attempt  to  operate  over  the  tracks  of  the  Belt  company  under 
the  terms  and  conditions  which  the  Belt  company  has  sought  to 
impose. 

"We  cannot  assume  that  continued  operation  over  the  Belt 
company's  railroad  under  any  terms  that  would  be  fair  to  both 
parties  is  possible,"  the  Commission  said.  "The  territory  between 
LeClair  and  Formosa  Junction  is  farming  land.  There  are  no 
cities  or  villages  on  the  Belt  company's  line.  It  appears  that  the 
Terminal  company  has  never  originated  any  traffic  between  these 
points.  There  are  a  number  of  coal  mines  along  the  Belt's  rail- 
road which  are  owned  by  the  Donk  Bros.  Coal  &  Coke  Company. 
This  coal  company  is  controlled  by  the  same  interests  that  control 
the  Belt  company  and  the  Troy  company,  and  the  president  of 
the  coal  company  is  also  president  of  these  two  railroad  com- 
panies. It  appears  that  the  Belt  company's  railroad  was  built 
to  serve  the  Donk  Bros.  Coal  &  Coke  Company  and  handles  all 
its  traffic  in  this  territory.  It  therefore  seems  improbable  that 
the  proposed  extension  would  divert  any  local  traffic  from  the 
existing  line,  but  it  would  bring  coal  from  the  O'Fallon  district 
into  competition  with  that  mined  by  the  Donk  Bros.  Coal  &  Coke 
Company.  The  applicant  does  not  contend  that  there  is  sufficient 
local  traffic  between  LeClair  and  Formosa  Junction  to  justify 
the  duplication  of  the  existing  facilities.  Its  purpose  is  to  serve 
the  O'Fallon  district  and  to  reach  the  trunk  line  connections  at 
that  point. 

"The  Belt  company  further  contends  that  it  is  chartered  to 
build  a  line  from  LeClair  to  Formosa,  thence  to  O'Fallon  and 
southwest  to  the  Mississippi  River,  and  that  it  has  purchased  a 
portion  of  the  right  of  way  between  Formosa  and  O'Fallon,  but 
claims  that  the  general  condition  touching  railroad  construction 
has,  in  the  judgment  of  its  managers,  argued  against  construc- 
tion at  the  present  time  and  under  existing  conditions.  The 
Belt's  present  line  was  built  in  1909.  The  evidence  shows  that 
H  purchased  some  isolated  tracts  of  land  south  of  Formosa  Junc- 
tion several  years  ago,  but  there  is  no  evidence  to  show  when,  if 
ever,  it  would  extend  its  line  along  its  chartered  route." 

The  Commission  said  there  was  some  conflict  in  the  testi- 
mony relative  to  the  cost  of  the  extension.  The  Terminal  com- 
pany estimated  the  cost  at  $641,964.  The  protestants  claimed  the 
cost  would  be  $900,000.  The  Commission  said  the  latter  estimate 
appeared  high,  in  view  of  the  fact  that  the  extension  would  run 
through  a  moderately  rolling  country.  It  said  the  Terminal  com- 
pany proposed  to  finance  the  construction  from  surplus  funds 
now  on  hand  and  available  for  the  purpose,  and  that  it  appeared 
that  there  was  a  reasonable  prospect  that  the  extension  would 
earn  a  satisfactory  return.  The  Terminal  company  has  an  au- 
thorized capital  stock  of  $500,000,  all  outstanding,  and  bonded 
indebtedness  of  $500,000,  of  which  $410,000  is  outstanding.  For 
the  year  1920  its  operating  revenues  amounted  to  $1,146,375.19, 
and  its  net  income  was  $450,930.65. 

The  construction  of  the  extension  will  furnish  a  direct  one- 
line  haul  from  O'Fallon  to  Alton,  which  will  shorten  the  distance 
between  these  points  by  approximately  15  miles,  the  Commission 
said. 


LOAN  TO  CAROLINA,  CLINCHFIELD  &  OHIO 
The  Commission  has  approved  a  loan  of  $6,000,000  to  the 
Carolina,  Clinchfield  &  Ohio  for  the  purpose  of  enabling  the 
carrier  to  meet  at  maturity,  January  1,  1922,  $5,000,000  of  5  per 
cent  Elkhorn  first  mortgage  gold  notes,  and  a  loan  of  $1,000,000 
from  the  United  States  under  section  210  of  the  transportation 
act. 

Authority  has  been  granted  to  the  Carolina,  Clinchifield  & 
Ohio  to  extend  the  maturity  date  of  $6,000,000  of  Elkhorn  first 
mortgage  gold  notes  from  January  1,  1922,  to  January  1,  1923, 
and  to  pledge  the  notes,  together  with  $1,000.000  of  first  mort- 
gage 30-year  gold  bonds,  as  security  for  a  loan  of  $6,000,000 
authorized  by  the  Commission. 


January  7,  1922 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


SEALS  ON  FREIGHT  CARS 

EUitor  The  Traffic  World: 

In  The  Open  Forum  of  your  issue  of  December  10  you 
published  a  letter  written  by  us  concerning  seals  on  freight 
cars.  We  are  disappointed  in  not  having  seen  in  your  publica- 
tion the  views  of  shippers. 

The  writer  Is  in  possession  of  Information  that  we  believe 
to  be  authentic,  to  the  effect  that  a  number  of  the  carriers  are 
using  seals  that  do  not  comply  with  Bulletin  9009,  Section  VI, 
of  the  Interstate  Commerce  Commission. 

We  believe  that  claims  for  shortages  are  being  declined 
by  carriers  because  they  show  a  clonr  seal  re«x>rd.  whereas  a 
portion  of  the  contents  of  the  can  was  removed  while  property 
was  in  possession  of  the  carriers,  and  the  »eal  manipulated 
so  as  to  make  an  apparent  clear  record.  We  believe  that 
investigation  will  develop  that  the  amount  of  money  represented 
by  such  claims  Is  large. 

We  would  like  to  see  an  expression  from  other  shippers, 
also  from  carrier's  representatives,  as  to  whether  or  not  the 
situation  is  as  stated  above. 

The  Midland  Flour  Milling  Co., 
R.  C.  Shoemaker.  Traffic  Manager. 

Kansas  City.  Mo..  January  4.  1922. 


MISQUOTATION   OF   RATES 

ir  The  Traffic  World: 

I  have  been  reading,  with  interest,  various  articles  in  re- 
cent Issues  of  The  Traffic  World  regarding  the  "Misquotation  of 
Rates"  and  wish  to  express  my  views. 

The  establinhment  of  any   rule  or  regulation  to  force  the 

carriers  to  protect  the  rate*  as  quoted  by  their  employes  would 

tend  to  destroy  the  purpose  of  the  Interstate  commerce  act,  and 

cases  of  discrimination  would  bo  numerous.    We  all  know  tht-n- 

is  no  such  a  thing  as  a  perfect  rate  clerk:   that  Is.  one  who 

makes  no  mistakes.     If  two  shippers  should  happen  to  be  bid- 

•line  for  the  same  contract  and  one  should,  by  mistake  of  a  rate 

-. .  get   the  contract,  he  would  have-  a  lower  rate  than  the 

:•  hiilili-r  could  c«-t     Thin  would  be  the  same  as  the  old-time 

rebate.    Also  the  practice  might  be  worked  by  some  of  slipping 

t  h»  rate  clerk  a  few  dollars  to  quote  a  lower  rate  In  order  to 

get  a  contract.     I  do  not  wish  to  Insinuate  that  railroad  rate 

ks  are  crooked,  but  In  the  multitudes  there  are  always  a  few 

who  might  accept  bribes. 

I  <lo  not  oee  how  the  act  could  be  amended  to  protect  the 
shippers  on  misquotations  and  still  avoid  discrimination. 

A.  J.  Christiansen. 
Assistant  Traffic  Commissioner, 
Davenport  Chamber  of  Commerce. 
Davenport,  la.,  December  80.  1921. 

GOOD  RAILROAD  SERVICE 

Editor  The  Traffic  World: 

wish  to  comment  on  the  excellent  service  we  are  r- 
Ing  on  shipment)!  of  our  products. 

We  recently  had  occasion  to  trace  three  carloads,  destined 

to  points  went  of  Chicago  routed  In  connection  with  the  Grand 

Trunk  from  Buffalo.    D.  L.  4  W  car  25051  and  W.  P.  car  18166 

t  forward  on  that  road  at  11  a    m  December  23  from  Fort 

and   were   delivered    to   their   western   connections   on   the 

24th.     B.  R.  A  P.  car  4780,  forwarded  west  from  Fort  Erie  11 

a.  m.  on  the  24th.  was  delivered  to  western  connection  on  the 

25th. 

As  we  have  already  stated,  we  believe  this  service  is  of  the 
very  best.  The  Oenesee  Pure  Food  Company. 

H.  L.  Oayton, 
Traffic  Manager. 
.  N    V.,  December  »0.  1921. 


.and  especially  in  the  local  freight  departments,  even  though  In 
some  cases  slow  movement  is  secured  for  short  distances.  Since 
reading  these  articles  I  recall  the  following  instance,  which  1 
will  offer  in  behalf  of  the  Baltimore  &  Ohio  Southwestern  Rail- 
road: 

On  November  22,  1921,  I  was  called  on  by  our  local  purchas- 
ing department  with  reference  to  M.  C.  80895  containing  sal  am- 
moniac, which  our  St.  Louis  factory  was  very  anxious  to  receive 
as  soon  as  possible.  They  had  just  received  a  telegram  from  our 
general  purchasing  agent  at  New  York  City  dated  October  20, 
saying:  "Car  shipped  via  B.  &  0.  leaves  New  York  tonight."  1 
immediately  communicated  by  telephone  with  the  Baltimore  & 
Ohio  Southwestern  Railroau  division  freight  office  in  St.  Louis, 
and  asked  Mr.  Bollman  to  have  car  rushed  through.  On  Oc- 
tober 25  Mr.  Bollman  called  me  early  in  the  morning  and  said 
the  above  car  had  arrived  at  East  St.  Louis  at  5:30  that  morning 
and  was  delivered  to  the  Merchants  Terminal  about  8  a.  m.  for 
switching  across  the  river  to  our  St.  Louis  factory.  This,  I 
don't  believe  can  be  beaten — New  York  to  St.  Louis  in  four 
days — and  I  take  pleasure  in  commending  the  Baltimore  &  Ohio 
Southwestern  Railroad  on  the  movement,  and  hope  they,  as  well 
as  other  roads,  will  continue  to  give  this  kind  of  service. 

Lloyd  P.  Thompson,  Traffic  Dept., 
National  Enameling  &  Stamping  Co.,  Inc. 

Granite  City,  111.,  December  30,  1921. 


Editor  The  Traffic  World: 

I    have   read    with    (treat    Interest   letters   published    In   The 

Traffic   World   under   the   heading.   "Good   Railroad   Service."  by 

Mr.  Simmons,  of   the   Lewis   Manufacturing  Company.   Walpole, 

Mas*.,   under  dale   of   December  10   and   Mr.   Shandorf  and   Mr. 

'.:~T  under  date  of  December  2t. 

•>n.  believe  that  the  carriers  should  have  due  credit  for 
their  rood  service,  an  I  wa*  for  some  seven  years  employed  In 
the  local  freight  departments  of  different  roads,  and  am  familiar 
with  most  of  the  "snags"  the  railroads  are  up  against  at  times 


LABOR  AS  A  COMMODITY 

Editor  The  Traffic  World: 

Having  been  a  railroad  man  for  several  years  prior  to  enter- 
ing the  industrial  field,  the  writer  has  read  with  interest  the 
comments  made  In  The  Open  Forum  of  December  10,  under  the 
head,  "Labor  as  a  Commodity." 

If  all  the  ills  and  faults  laid  on  the  present-day  railroad 
man  were  so,  we  would  have  just  caufce  to  banish  the  whole 
lot  of  'em  to  Russia. 

Mr.  Cobb  paints  a  glowing  picture  for  a  young  man  with 
ambition.  All  required  of  him  would  be  to  secure  a  position 
in  railroad  service  and  within  a  short  while  he  would  be  an 
official,  for  his  work,  beside  those  referred  to,  would  stand  out 
like  a  camel's  hump. 

The  writer  Is  intimately  acquainted  with  numerous  rail- 
road men  In  practically  all  branches  of  the  service,  but  I  know 
of  none  to  which  his  first  reason  applies.  The  second  would 
be  comic  were  It  not  tragic,  in  that  it  leads  unfamiliar  indi- 
viduals to  believe  a  railroad  man  has  no  ambition — is  a  shift- 
less fellow  seeking  to  get  as  much  for  as  little  work  as  possible, 
and  appreciating  nothing.  He  takes  an  isolated  instance  wjtn 
which  he  probably  is  not  personally  familiar  and  condemns  all 
employes.  Shall  we  judge  the  merits  or  abilities  of  a  railroad 
man  solely  on  such  instances?  Would  it  not  be  as  well  to  say 
that  a  certain  commendable  service  rendered  entitles  all  of 
them  to  commendation? 

With  all  the  red  tape  with  which  they  are  surrounded  the 
railroads  can  easily  get  rid  of  an  employe  who  is  inefficient. 

As  to  his  third  reason,  I  have  never  heard  of  an  employe 
in  a  position  just  to  exercise  his  seniority.  Such  a 

itlon  would  be  ridiculous,  and  one  doing  so  should  be  dis- 
charged. The  purpose  of  seniority,  as  I  understand  it,  is  to 
guarantee  to  an  efficient  employe  his  rights  to  go  higher  based 
on  his  ability,  and  to  prevent  personal  grievances,  favored  em- 
ployes, etc.,  being  "run  around"  him.  It  does  furnish  an.  in- 
centive to  stay  on  the  job  with  positive  assurance  of  advance- 
ment if  he  has  "merit  and  ability."  The  mere  fact  that  an 
employe  can  bid  on  a  vacancy,  or  does  bid,  carries  with  it  no 
assurance  that  he  will  be  assigned.  His  ambition  to  succeed 
may  overcome  his  discretion  but  his  superior  officer  can  pre- 
vent his  securing  It  if  he  is  incompetent  Where  is  the  old- 
time  boomer  If  these  are  not  facts? 

Reason  four  Is  unpractical  also  In  that  It  would  lead  one 
to  believe  only  drones  stay  In  railroad  service,  due  to  seniority 
restrictions.  The  writer's  contact  with  them  would  indicate 
they  are  just  as  bright,  Industrious,  and  intelligent  as  they  were 
prior  to  seniority  rules.  Who  can  deny  that  fact  and  be  un- 
biased? 

I  have  no  axe  to  grind  for  either  the  employes  or  the  rail- 
roads, and  there  doubtless  Is  room  for  Improvement  by  both 
the  unions  and  the  railroads.  There  Is  yet  a  spirit  of  mistrust 
that  must  be  eliminated  before  maximum  results  can  be  ob- 
tained. 

I  agree  with  his  concluding  statement  In  part.     Let's  have 
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real  efficiency  at  all  times  from  railroad  labor.     Each  of  them 
must  eliminate  that  spirit  of  mistrust,  get  a  vision  of  the  op-, 
portunities   before   them,   quit   squabbling,   and    concentrate   on 
service. 

But  as  to  labor  being  a  commodity — well,  the  highest  tri- 
bunal in  the  land  has  ruled  it  is  not,  and  Mr.  Cobb's  article 
proves  nothing  to  the  contrary. 

W.  E.  Everett,  Traffic  Manager, 
Blue  Star  Elevator  Company. 

San  Antonio,  Tex.,  December  29,  1921. 

WAGES  AND  RATES 

Kditor  The  Traffic  World: 

I  find  no  fault  with  the  strictly  traffic  service  of  your  journal 
but  if  1  want  to  arouse  an  ill  feeling  in  me  all  I  have  to  do  is 
read  the  editorials  and  the  Washington  correspondence  signed, 
"A.  E.  H." 

Talk  about  the  radicalism  of  the  Bolshevists!  They  have 
nothing  on  Mr.  A.  E.  H.,  although  his  is  of  a  different  kind. 
He  says  on  page  1185  (Dec.  10,  1921),  under  heading,  "Commis- 
sion Management  of  Railroads,"  that  under  government  control 
the  members  of  the  labor  unions  "got  wages  out  of  the  public 
treasury  when  rates  were  not  made  high  enough  to  pay  the 
wages  of  both  capital  and  labor." 

While  the  railroad  rate  clerks  were  increased  from  f  110-f  145 
to  $136.50-1171.50  July  1,  1920  (after  waiting  many  months),  the 
freight  rates  were  increased  40  per  cent  August  26,  1920.  Be- 
sides, I  happen  to  know  that  many  clerks  working  7  hours  a 
day  for  the  above  salary  are  now  working  eight  hours  for  f  12.50 
a  month  less  than  the  above.  And  the  rates  have  been  reduced 
but  little.  v 

But  why  pay  so  much  to  a  rate  clerk.  Let  the  traffic  mana- 
gers "put  in  a  claim"  for  the  proper  rate.  The  claim  will  take 
care  of  it. 

To  a  person  who  k'nows  how  the  rates  have  been  increased 
by  shifting  of  classification  ratings  to  a  higher  class,  how  some 
rates  (on  spelter  for  instance)  were  increased  practically  100 
per  cent  at  about  the  time  of  the  25  per  cent  advance,  and  so 
on,  some  of  this  railroad  propaganda  is  nauseating. 

I  have  noted  a  recent  decision  of  the  federal  court  in  the 
Chicago  district  enjoining  the  Labor  Board  from  publishing  its 
decision  against  the  Pennsylvania  Railroad,  which  would  like 
to  have  the  public  believe  that  its  employes  are  "well  pleased." 
There  are  those  among  the  employes  as  well  as  among  officials 
(with  exceptions)  who  are  well  pleased  when  they  profit  at  the 
expense  of  others  or  when  they  can  edge  in  to  some  position 
that  they  could  not  attain  through  honest  effort  and  ability. 
During  the  recent  strike  crisis  many  publications  tried  to  create 
the  impression  that  the  "unions  should  be  taught  a  much  needed 
lesson."  How  about  the  Pennsylvania  and  other  roads? 

Andrew  A.  Meyer. 

Cleveland,  O.,  December  15,  1921. 


FERNWOOD  &  GULF  CASE 

The  Traffic  World   Washington  Bureau 

The  action  of  the  United  States  Court  ia  New  Orleans  in 
enjoining  the  order  of  the  Commission  in  the  matter  of  applying 
district  rates  to  points  of  origin  on  the  Pernwood  &  Gulf  Rail- 
road because  the  Commission  based  its  order  on  section  3  and 
not  on  section  1,  has  raised  considerable  interest  in  view  of 
cases  already  disposed  of  by  the  Commission  and  of  pending 
cases. 

In  the  trial  of  the  Sewell  Valley  Railroad  case  (58  I.  C.  C. 
261)  Francis  B.  James,  counsel  for  the  coal  operators  located 
on  that  line,  distinctly  disclaimed  the  right  to  the  district  rates 
under  section  3  and  rested  his  case  on  section  1,  that  the  coal 
operators  were  entitled  to  joint  through  rates  and  the  measure 
of  the  rates  should  be  the  district  rates  as  relatively  just  and 
reasonable.  The  third  division  of  the  Commission,  consisting  of 
Commissioners  Hall,  Eastman  and  Ford,  sustained  the  conten- 
tion of  Mr.  James  in  the  following  language:  "There  is  no  claim 
of  undue  prejudice  and  the  question  before  us  narrows  down 
to  one  of  reasonableness  in  amount." 

The  decision  in  Norton  &  Northern  Railway  Mines  (58  I.  C. 
C.  739)  seems  to  have  been  based  on  the  question  of  the  reason- 
ableness of  the  rates  and  therefore  under  section  1. 

The  cases  of  the  Campbell's  Creek  Railroad  (33  I.  C.  C. 
558),  the  Little  Fork  Coal  Company  (59  I.  C.  C.  693)  and  the 
Millers  Creek  Railroad  (60  I.  C.  C.  763)  seem  to  have  been  de- 
cided under  both  sections  1  and  3. 

In  docket  12601,  Riverside  Coal  Company',  the  case  was  pre- 
dicated on  section  1  in  that  the  combination  rates  were  rela- 
tively unjust  and  unreasonable  and  that  relatively  just  and 
reasonable  rates  would  be  the  district  rales.  The  examiner 
handed  out  a  tentative  report  in  which  he  pointed  out  that 
the  complainant  had  rested  his  case  solely  under  section  1  and 
not  under  section  3,  and  recommended  the  establishment  of  dis- 
trict rates  from  coal  operations  on  the  Ohio  &  Kentucky  Rail- 
way. Counsel  for  the  Louisville  &  Nashville  have  taken  excep- 
tions to  the  report  of  the  examiner  In  which  he  dwells  on  rates 
just  and  reasonable  "per  se"  or  "in  and  of  themselves."  Francis 


B.  James  In  that  case  has  filed  a  brief  in  reply  thereto  In  which 
he  asserts  that  the  case  Is  properly  presented  under  section  1 
and  that  it  is  a  question  of  the  rates  being  "relatively"  just  and 
reasonable.  This  case  has  been  set  down  for  argument  before 
the  fourth  division  of  the  Commission,  January  27. 

In  No.  12631,  McKell  Coal  &  Coke  Company  case,  the  case 
was  presented  under  section  1  and  not  under  section  3.  This 
case  has  been  tried  but  a  tentative  report  of  the  Examiner  has 
not  yet  been  issued. 

The  argument  of  the  Riverside  Coal  Company  case,  on  Janu- 
ary 27,  is  expected  to  be  full  of  a  discussion  of  section  1  and 
section  3  and  also  involve  a  consideration  of  the  question  of 
rates  just  and  reasonable  "per  se"  and  "in  and  of  themselves" 
as  distinguished  from  rates  "relatively"  just  and  reasonable. 

In  the  Three  Lakes  Lumber  Company  case  (52  I.  C.  C.  42) 
the  Commission  affirmed  the  right  to  group  rates  under  section 
1  as  unjust  and  unreasonable  and  under  section  3  as  unduly 
prejudicial.  Commissioners  Daniels  and  Hall  concurred  in  the 
opinion  and  did  so  upon  the  express  ground  of  "relatively"  just 
and  reasonable  rates  as  distinguished  from  absolutely  just  and 
reasonable  rates. 

In  the  West  Side  Belt  Railroad  case  (63  I.  C.  C.  21)  Com- 
missioners Hall,  Eastman  and  Campbell  extended  district  rates 
under  section  3  and  held  that  no  evidence  had  been  offered  to 
sustain  the  complaint  under  section  1. 

It  is  believed  that  a  decision  by  the  Commission  in  the 
Riverside  Coal  Company  case  will  clarify  the  atmosphere  on 
the  general  subject. 

FREIGHT  CAR  PERFORMANCE 

The  Traffic   World   Washington  Bureau 

The  car  service  division  of  the  American  Railway  Associa- 
tion has  issued  a  bulletin  with  chart  and  figures  on  freight  car 
performance,  showing  the  relation  between  the  per  diem  rate, 
empty  mileage,  home  cars  on  home  roads,  surplus  and  ton  miles 
for  the  years  1907  to  1921,  inclusive.  Commenting  on  the  study 
made,  the  division  said: 

Invariably  during:  a  period  of  rapidly  increasing  surplus  of  freight 
cars,  such  as  exists  at  present,  there  arises  discussion  of  the  rela- 
tion of  the  car  hire  or  per  diem  rate  between  railroads  and  the  trend 
of  empty  mileage.  The  car  service  division  has  therefore  given  very 
careful  consideration  to  this  question  and  has  reached  the  following 
conclusions: 

1.  That   the   per   diem   rate   is   a   comparatively   minor   factor   in 
the  per  cent  of  empty  mileage. 

2.  That   the   per   cent   of   empty   mileage   is    influenced   primarily 
by  fluctuations  in  traffic. 

3.  That  sudden  decreases  in  traffic  always  result  in  an  immediate 
increase    in    the    per   cent   of   empty    mileage,    which,    however,    may 
vary  according  to  the  changes  in  the  relation   of  the  tonnage  moved 
of  one  class  of  traffic  to  another. 

The  conclusions  reached  by  the  division  are  diametrically 
counter  to  the  impression  that  has  prevailed  largely  among  rail- 
road men.  They  have  believed  that  empty  mileage  at  the  time 
car  surpluses  were  being  created  was  due  to  the  feverish  desire 
of  every  railroad  to  get  rid  of  foreign  cars  so  as  to  get  rid  of  the 
obligation  to  pay  per  diem.  The  figures  of  the  division  are  in- 
terpreted by  the  officials  thereof  as  indicating  that  that  impres- 
sion Is  not  warranted  and  that  a  reduction  in  the  per  diem  would 
not  result  in  a  reduction  of  the  amount  of  empty  mileage. 


CAR  SUPPLY  SUMMARY 

The   Traffic   World   Washington  Bureau 

M.  J.  Gormley,  chairman  of  the  car  service  division  of  the 
American  Railway  Association,  in  a  summary  of  general  con- 
ditions as  of  December  30,  said: 

Box  Cars:  Continued  light  demand  hus  further  increased  box  car 
surplus  in  the  past  two  weeks.  Grain  loading  still  somewhat  heavier 
than  usual  at  this  season  in  the  middle  west.  To  avoid  unnecessary 
and  expensive  empty  car  mileage,  give  special  attention  to:  (a)  Keep- 
ing home  cars  out  of  off-line  service  where  suitable  foreign  cars  are  or 
can  be  made  available,  (b)  Using  foreign  cars  only  to  load  en  route 
toward  or  via  owners'  line,  (c)  Storing  light  capacity  system  cars  and 
those  not  in  condition  to  handle  every  class  of  traffic. 

Automobile  Cars:  Cars  of  this  type  should  be  worked  home  or 
into  automobile-producing  territory  as  requirements  may  necessitate. 

Ventilated  Box  Cars:  In  demand.  Return  promptly  to  owners.  Do 
not  load  with  dead  freight  except  in  direction  of  home. 

Stock  Cars:    Supply  ample.    Return  cars  to  owners  promptly. 

Refrigerator  Cars:  Situation  is  easy  in  all  sections,  all  orders 
being  protected  currently.  The  demand  will  continue  comparatively 
light  until  after  the  holidays,  after  which  requirements  will  be  heavier 
for  seed  potatoes  and  for  citrus  fruit.  Early  vegetables  are  starting 
to  move  from  Texas  but  will  be  light  until  after  the  first  of  the  year. 
The  loading  of  refrigerators  with  suitable  dry  freight  in  the  direction 
of  the  empty  movement  is  permitted. 

Coal  Cars:  Bituminous  coal  production,  week  ended  December  24, 
is  estimated  7.300,000  tons,  with  a  full  car  supply  available  for  the 
loading  of  coal  and  other  commodities.  Open  top  cars  idle  because  of 
lack  of  demand  are  on  the  increase,  figures  for  period  ending  Decem- 
ber 15  showing  186,608  surplus  open  top  cars,  an  increase  of  approxi- 
mately 20.400  cars  over  the  previous  period.  United  States  roads. 

Flat  Cars:  Demand  for  flat  cars  remains  practically  stationary. 
There  is  a  surplus  of  11,868  such  cars  reported  for  period  ending  De- 
cember 15,  United  States  roads. 

You  can  get  the  day's  important  traffic  news  every 
workjfig  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 
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LOSS  OF   OR   INJURY  TO  GOODS 

Carrier  Permitted  to   Keep   Damaged   Good*  on   Shipper's   Recov- 
ery of  Value  Before  Shipment: 

(Suprt-tiu-  Court  of  North  Carolina.)  In  shipper's  action 
against  express  company  for  damage  to  cash  register  sustained 
during  transportation,  instructions  giving  measure  of  damages 
as  the  difference  between  the  value  of  the  property  just  before 
iti-  injury  and  its  value  at  time  of  trial  held  harmless,  where 
the  cash  register  was  of  the  same  value  at  time  of  trial  as 
immediately  following  the  Injury. — Cauble  vs.  Southern  Express 

1D9  S.  E.  Rep.  267. 

In  view  of  Pell's  Revisal.  sections  5-7,  the  Supreme  Court  will 
not  grant  a  new  trial  except  to  subserve  the  real  ends  of  sub- 
stantial justice,  and  unless  there  Is  a  prospect  of  ultimate  ben- 

••»  the  appellant.— Ibid. 

In  a  shipper's  action  for  damage  to  a  cash  register,  the 
carrier  will  be  permitted  to  keep  the  register  on  shipper's  re- 

ry  of  the  value  thereof  preceding  shipment. — Ibid. 
Carrier    Not    Liable    for    Loss    of   Cotton    Stolen    from    Platforrr) 

Prior  to   Issuance  of   Bill  of  Lading: 

(Supreme  Court  of  South  Carolina.)  A  carrier,  having 
posted  notice  that  It  would  not  be  liable  for  goods  left  on  plat- 
form until  issuance  of  bill  of  lading,  was  not  liable  for  loss  of  bale 
of  cotton  placed  on  platform  by  shipper,  but  stolen  prior  to  issu- 
ance of  bill  of  lading,  notwithstanding  shipper's  custom  of  plac- 
ing cotton  on  platform  when  purchased  without  obtaining  bill 
of  lading  until  the  close  of  the  business  day,  when  bill  of  lading 
for  full  day's  purchases  would  be  l»«ued.— Behrmann  vs.  At- 
lantic Coast  Line  R.  Co..  109  S.  E.  Rep.  397. 
Form  of  Action  for  Failure  to  Furnieh  Car«  Held  Not  Important: 

(Supreme  Court  of  Oklahoma.)  The  form  of  the  action  for 
damages  for  failure  of  a  carrier  to  furnish  car*  to  a  shipper  of 
live  stock  Is  not  important.  The  grounds  of  the  liability  is  un 
justifiable  omission  to  furnish  cars,  and  It  Is  not  material  that. 
In  an  action  for  damages  for  failure  to  furnish  cars  requested  for 
a  particular  day,  the  shipper  predicate*  liability  on  breach  of  con- 
tract to  furnish  cars  on  that  day.— Chicago.  R.  I  *  P  Ry.  Co. 
vs.  Vail.  201  Pac  Rep.  804. 
Carrier  Held  to  Have  Damaged  Plaintiff  by  Negligent  Failure 

to  Furnish  C*r«: 

The  evidence  examined,  and  held  to  warrant  the  jury  In 
finding  that  there  was  an  agreement  between  the  shipper  and 
t ho  local  agent  of  the  carrier  to  furnish  cars  to  the  shipper 
for  a  particular  day.  and  that  such  agreement  was  negligently 
treated,  and  that  the  carrier  was  n6t  excused  from  complying 
with  the  same,  and  that  the  shipper  was  damaged  as  a  result 
of  the  carrier's  failure  to  comply  with  such  agreement.— Ibid. 
Schedule  of  Rates  Must  Be  Filed  in  Railroad  Offices: 

(Supreme  Court  of  Vermont.  Washington.)  Under  O.  L. 
S281.  a  railroad  company  must  not  only  file  Its  schedule  of  rates 
with  the  Public  Service  Commlxslon.  but  must  also  file  them  in 
Its  office.  In  order  to  establish  the  rates  therein  contained,  and 
until  both  of  these  requirements  are  complied  with,  the  schedules 
afford  no  protection  to  the  company.— Simpson  vs.  Central  Ver- 
mont Ry.  Co..  115  Atl.  Rep.  2*9. 

Railroad    Bound    by    Acceptance    of   Agent   of   Goods   for   Trans- 
portation: 

Aside  from  schedule*  of  rates  provided  for  In  G.  L.  5281,  a> 
carrier  waa  bound  by  the  act  of  an  agent  In  knowingly  accepting 
trunks  containing  merchandise  for  transportation  as  baggage 
and  placing  them  In  the  waiting  room  for  the  night  with  the 
r«-s»ed  Intent  of  checking  them  In  the  morning,  such  goods 
Iwlng  burned  during  the  night— Ibid. 
Burden  of  Proof  on  Carrier  to  Show  Compliance  with  Statute  in 

Making  Schedules  to   Protect   It  from   Liability  for  Goods  In 

Waiting   Room   Lost   by   Fire: 

In  an  action  for  low  by  fire  of  goods  left  In  a  waiting  room. 
the  burden  was  on  defendant  to  nhow  full  compliance  with  G.  L. 
5281.  In  order  to  make  a  schedule  of  rates  specified  therein 
available  for  its  protection,  though  In  sustaining  this  burden 
defendant  was  aided  by  a  presumption  that  the  statute  had  been 
fully  complied  with,  arising  from  the  fact  that  non-compliance 
was  penalised  under  G.  I..  5290:  but  this  presumption  was  not 
conclusive,  and  the  burden  of  proof  remained  on  the  defendant. 
and  a  question  was  for  the  jury,  unless  proof  and  Inference 
were  all  In  Its  favor. — Ibid. 
When  Presumptions  Will  Determine  Controversy: 

A  presumption,  even  when  Invoked  by  one  who  has  the 
burden  of  proof,  may  determine  the  controversy;  but  one  pre- 
sumption, however,  may  be  met  or  even  overcome  by  another 
pnramption.  and  when  opposing  presumptions  arise  from  the 
evidence,  the  question  Is  one  of  fact  and  goes  to  the  jury—  Ibid. 


Whether    Carrier    Complied    with    Statute    Concerning    Schedule 

of  Rates,  Held  for  Jury: 

In  an  action  to  recover  for  the  loss  of  baggage  in  defend- 
ant's station  by  flre,  where  defendant  attempted  to  set  up 
schedule  of  rates  specified  by  G.  L.  5281.  whether  defendant  filed 
its  schedules  in  its  offices  as  required  by  such  statute,  held  for 
the  jury.— Ibid. 
Judgment  Affirmed  on  any  Legal  Ground  Shown  by  Record: 

A  judgment  will  be  affirmed  in  the  Supreme  Court  on  any 
legal  grounds  shown  by  the  record,  whether  briefed  or  not. — Ibid. 
Knowledge  of  Contents  of  Trunks  Held  Acquired  by  Agent  While 

Acting   Within   Scope   of   Employment: 

Where  station  agent  went  to  plaintiff's  tent  at  fairgrounds 
with  an  express  package  as  agent  of  an  express  company,  but 
at  the  very  time  he  delivered  the  package  made  suggestion^ 
about  getting  trunks  to  the  station,  at  which  time  he  acquired 
knowledge  that  the  trunks  would  contain  merchandise,  which 
lie  afterwards  accepted  as  baggage,  it  must  be  held  that  he 
acquired  such  knowledge  while  acting  within  the  scope  of  liis 
Hiuployment  as  defendant  railroad's  agent. — Ibid. 
Omission  in  Instruction  Held  Without  Error: 

In  an  action  for  loss  of  baggage,  any  error  of  the  court  in 
charging  that,  if  defendant's  agent,  knowing  that  trunks  con- 
tained merchandise,  accepted  them  as  baggage,  the  company 
would  be  bound,  and  In  failing  to  charge  that  the  knowledge  of 
the  agent  must  have  been  obtained  while  he  was  acting  within 
the  scope  of  his  employment,  was  not  harmful  to  the  defendant, 
where  It  was  apparent  that  the  agent  did  acquire  such  knowledge 
while  acUng  within  the  scope  of  his  employment.— Ibid. 
Information  of  Agent  Imputed  to  Principal: 

Where  it  clearly  appears  that  information  obtained  by  an 
agent  outside  his  employment  is  actually  in  his  mind  at  the 
time  he  performs  the  act  in  question,  it  will  be  imputed  to  and 
bind  the  principal,  unless  it  is  obtained  under  such  circumstances 
as  to  make  it  the  legal  duty  of  the  agent  not  to  divulge  it  to 
the  principal.— Ibid. 
Information  Gained  by  Agent  of  Carrier  Could  Not  Be  Forgotten 

When   He  Accepted  Trunks  as  Baggage: 

Where  agent  for  railroad  went  to  plaintiff's  tent  at  fair- 
grounds and  told  him  that  he  should  get  his  trunks  ready  and 
have  them  sent  to  the  station,  at  which  time  the  agent  ascer- 
tained that  the  trunks  contained  merchandise,  and  the  trunks 
were  shortly  thereafter  sent  to  the  station  and  were  accepted 
as  baggage  by  such  agent,  agent's  knowledge  acquired  at  fair- 
grounds regarding  the  contents  of  the  trunks  was  so  recently  ob- 
tained at  the  time  of  the  acceptance  of  .the  trunks  as  baggage 
that  It  could  not  have  been  forgotten  when  he  accepted  the 
trunks,  and  bis  knowledge  was  Imputed  to  his  principal. — Ibid. 
Notice  of  Claim— What  Constitutes: 

(Supreme  Judicial  Court  of  Massachusetts.  Hampden.)  A 
notice  to  carrier,  "Our  customer  will  not  accept  this  shipment 
unless  It  is  delivered  at  once,  and  it  will  be  necessary  for  us  to 
f-nter  claim  with  the  railroad  company  covering  same."  was 
a  sufficient  notice  of  claim  for  damages  for  loss  of  the  goods, 
which  were  misdelivered.— Flsk  Rubber  Co.  of  New  York  vs. 
New  York.  N.  H.  &  H.  R.  R..  132  N.  E.  Rep.  714. 

It  Is  a  federal  question  whether  a  notice  Of  claim  sufficiently 
complied  with  the  requirement  of  a  bill  of  lading  for  an  inter- 
state shipment. — Ibid. 

Action    for    Loss    of    Goods    Timely,   Though    Two    Years    After- 
Misdelivery: 

Clause  In  bill   of  lading  covering  interstate  shipment,  pro- 
viding that  action  be  brought  for  loss  of  goods  within  two  years, 
did  not  bar  an  action  brought  more  than  two  years  after  a  mis- 
delivery, of  which  misdelivery  plaintiff  was  not  informed  until 
more  than  16  months  after  it  occurred.— Ibid. 
Carrier  Liable  as  Carrier  and  Not  Warehouseman: 
_  Bstirrr.  at  time  of  misdelivery  of  shipment,  carrier  had  not 
aajtumed   the  position  of  warehouseman,  Its   responsibility  was 
that  of  carrier.— Ibid. 
Sunday  at  a  Holiday  Within  Uniform  Bill  of  Lading: 

(Supreme  Court,  Appellate  Division,  First  Deparament.) 
Though  the  General  Construction  Law,  section  24,  does  not  ex- 
pressly include  Sunday  as  a  named  holiday,  it  Is  to  be  deemed 
such  within  provisions  of  the  uniform  bill  of  lading  making  a 
carrier  or  party  In  possession  of  property  liable  for  loss  by  flre 
occurring  after  48  hours,  exclusive  of  legal  holidays,  after  notice 
of  arrival  and  giving  the  same  time  for  removal. — Cereal  Prod- 
ucts Co.  vs.  Delaware,  L.  &  W.  R.  Co..  190  N.  Y.  S.  698. 
Uniform  Bill  of  Lading  Not  to  Be  Construed  in  Light  of  Law 

of  any  Particular  State: 

The  uniform  bill  of  lading  being  prepared  for  use  through 
out  the  United  States,  its  provisions  are  not  to  be  construed  In 
the  light  of  the  statutory  law  of  any  particular  state.— Ibid. 
DELAY  IN  TRANSPORTATION  OR  DELIVERY 

Liability  of  Carrier  for  Negligent  Delay: 

(Supreme  Court  of  Arkansas.)  In  an  action  against  a  rail- 
road for  damages  to  a  shipment  of  cotton  due  to  delay  in  trans- 
portation, the  verdict  of  the  Jury,  whore  supported  by  sufficient, 
though  conflicting,  evidence  as  to  the  extent  of  the  damage  and 
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the  cause  thereof,  will  not  be  disturbed.— Payne  vs.  Orton,  234 
S.  W.  Rep.  469. 

In  an  action  against  a  railroad  for  damages  to  a  shipment 
of  cotton  delayed  in  transportation,  an  instruction  that  defend- 
ant was  an  insurer  of  the  goods  against  all  losses  except  those 
arising  from  an  act  of  the  public  enemy,  public  authority,  etc., 
was  not  prejudicial  to  defendant,  though  "public  authority"  was 
not  denned,  and  there  was  no  evidence  that  the  damage  resulted 
from  either  of  such  causes,  they  being  exemptions  from  liability. 
—Ibid. 

The  burden  of  proving  exemptions  from  liability  as  an  in- 
surer of  goods  shipped  rests  on  the  carrier. — Ibid. 

In  an  action  against  a  railroad  for  damage  to  a  shipment 
of  cotton  delayed  in  transportation,  an  instruction  that  the  bur- 
den was  on  defendant  to  prove  the  loss  arose  from  an  act  of 
God,  the  public  enemy,  etc.,  was  not  erroneous  as  placing  on  it 
the  burden  of  proving  that  the  cotton  was  undamaged  when 
delivered  to  it,  the  instruction  dealing  with  loss  or  damage  while 
in  its  possession  for  transportation. — Ibid. 

In  an  action  for  damages  to  a  shipment  of  cotton  delayed  in 
transportation,  a  notation  on  the  bill  of  lading,  showing  the 
cotton  was  received  by  the  carrier  in  apparent  good  order,  made 
out  a  prima  facie  case. — Ibid. 

In  an  action  against  a  railroad  for  damage  to  a  shipment  of 
cotton  by  delay  in  transportation,  an  instruction  to  find  for  de- 
fendant only  if  the  bad  condition  of  the  cotton  when  delivered 
to  it,  due  to  excessive  rains,  moisture,  or .  exposure,  was  the 
"sole"  cause  of  its  damaged  condition  at  its  destination,  was 
correctly  modified  by  inserting  the  word  quoted,  the  carrier  be- 
ing liable  for  damage  resulting  from  its  negligence  concurring 
with  the  act  of  God  or  other  cause. — Ibid. 

An  instruction,  as  to  a  shipment  of  cotton  claimed  to  havo 
been  damaged  by  delay,  that  if  its  bad  condition  at  time  of  de- 
livery in  part  caused  the  damage,  and  failure  to  transport  within 
a  reasonable  time  also  in  part  caused  damage,  and  the  carrier, 
when  receiving  it,  did.  not  know  of  its  damaged  condition,  the 
jury  should  ascertain  the  amount  of  damages  due  to  its  condition 
when  delivered  to  the  carrier,  and  also  the  amount  due  to  failure 
to  properly  transport  and  deliver  it,  and  if  they  found  the  total 
damage  was  due  in  part  to  its  condition  unknown  to  the  carrier 
when  delivered,  and  the  failure  to  transport  also  caused  damage, 
to  ascertain  the  amount  due  to  each  cause,  and  find  for  the 
shipper  only  the  damage  due  to  the  fault  of  the  carrier  was 
properly  refused  as  manifestly  too  long  and  involved  to  be  cor- 
rected by  insertion  of  a  word,  and  as  open  to  objection  that  it 
could  be  construed  to  mean  there  would  be  no  liability  if  the 
damage  was  caused  by  the  carrier's  negligence  concurring  with 
the  condition  of  the  cotton. — Ibid. 

In  an  action  for  damage  to  a  shipment  of  cotton  delayed  in 
transportation,  the  court  did  not  err  in  refusing  to  permit  de- 
fendant to  prove  that  unusual  conditions  existed  which  made  it 
impossible  to  procure  cars  for  more  expeditious  transportation, 
where  the  pleadings  raised  no  such  issue. — Ibid. 

TELEGRAPHS  AND  TELEPHONES 
Instruction  and    Issue  Authorizing   Recovery  on   Cause   of  Action 

as  to  Which   Nonsuit  Granted   Held   Error: 

(Supreme  Court  of  North  Carolina.)  In  an  action  for  delay 
in  delivery  of  two  telegrams,  where  a  nonsuit  was  granted  as 
to  the  cause  of  action  respecting  one  of  the  telegrams,  it  was 
error  to  submit  the  issue  whether  defendant  negligently  failed 
to  transmit  and  deliver  the  telegrams,  or  either  of  them,  and  to 
charge  that  the  jury  should  answer  such  issue  "Yes"  if  plaintiff 
had  satisfied  them  that  defendant  negligently  failed  to  transmit 
the  telegrams,  or  either  of  them. — Hulin  vs.  Western  Union  Tele- 
graph Co.,  109  S.  E.  Rep.  372. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION   OF  COMMON   CARRIERS 
Government  Not  Liable  for  Penalty  for  Collection  of  Overcharge 

of  Passenger  Fare: 

(Supreme  Court  of  Arkansas.)  Action  will  not  lie  against 
Director-General  of  Railroads  to  enforce  penalty  imposed  by 
Crawford  &  Moses'  Dig.,  Sec.  887,  by  reason  of  an  overcharge 
of  passenger  fare,  in  view  of  General  Order  No.  50  of  the 
Director-General,  government  only  permitting  itself  to  be  sued 
for  compensation  and  not  punishment. — Davis,  Director-General 
of  Railroads,  vs.  Smith  et  al.,  234  S.  W.  Rep.  484. 
Written  Consent  to  Assignment  of  Right  to  Use  Spur  Track 

Waived  by  Carrier; 

(Supreme  Court  of  Arkansas.)  A  provision  of  a  coal  com- 
pany's contract  with  a  railroad,  requiring  railroad's  written  con- 
sent to  coal  company's  assignment  of  its  right  to  use  a  spur 


track,  may  be  waived  by  the  railroad,  and  is  waived  by  permit- 
ting coal  company's  assignee  to  use  the  track. — Harbottle-Bailey 
Coal  Co.  et  al.  vs.  Bolton-Hale  Coal  Co.,  234  S.  W.  Rep.  476. 
Permission  to  Use  Spur  Track   Revocable  at  Will: 

Coal  company  with  right  to  the  exclusive  use  of  a  spur 
track,  having  verbally  permitted  another  company  to  load  coal 
on  cars  placed  on  the  track,  could  revoke  such  license  at  will. — 
Ibid. 

Liability   of  Carrier  for   Damages   Occasioned    by  Wrongful    Re- 
moval of  Railroad  Spur: 

(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  Spur  track 
agreement  with  fuel  company,  fixing  no  period  of  time  during 
which  the  switch  or  spur  track  was  to  be  maintained,  held  to 
obligate  the  railway  company  to  permanently  operate  the  switch, 
with  no  right  to  discontinue  its  operation  unless  the  public 
interests  so  required. — Payne,  Director-General  of  Railroads,  vs. 
Mount  Franklin  Fuel  &  Feed  Co.,  234  S.  W.  Rep.  595. 

Agreement  to  construct  and  operate  a  spur  track  by  a  rail- 
road company  and  a  shipper,  containing  no  provision  as  to  as- 
signability,  was  assignable  under  Vernon's  Sayles'  Ann.  Cov. 
St.  1914,  art.  583— Ibid. 

In  action  for  damages  from  change  of  spur  track  in  violation 
of  agreement,  petition  held  sufficiently  to  allege  damages  from 
increase  of  expenses  and  loss  of  business. — Ibid. 

Spur  track  agreement  with  fuel  company,  reciting  that  the 
fuel  company  was  conducting  a  general  fuel  business,  and  had 
purchased  a  tract  adjacent  to  the  railroad's  right-of-way,  etc., 
held  to  show  that  the  parties  contemplated  that  loss  of  profits 
to  the  fuel  company,  would  naturally  result  from  the  railroad's 
breach  of  the  agreement. — Ibid. 

In  fuel  company's  action  against  railroad  for  change  of  spur 
track  contrary  to  spur  track  agreement,  evidence  held  to  show 
assignment  of  the  contract  from  plaintiff's  predecessor  to  plain- 
tiff, and  that  the  railroad  had  notice  thereof. — Ibid. 

In  fuel  company's  action  for  damages  from  change  of  spur 
track,  evidence  held  to  warrant  submission  of  issue  of  lost  profits. 
—Ibid. 

The  rule  that  damages  which  are  uncertain  or  contingent 
cannot  be  recovered  does  not  embrace  any  uncertainty  as  to 
the  value  of  the  benefit  or  gain  to  be  derived  from  the  per- 
formance of  the  contract,  but  only  the  contingency  as  to  whether 
such  benefit  would  be  derived  at  all;  that  is,  the  rule  applies 
to  only  such  damages  as  are  not  the  certain  result  of  the  breach, 
and  not  to  such  as  are  the  certain  result,  but  uncertain  in 
amount. — Ibid. 

In  a  fuel  company's  action  against  a  railroad  for  change  of 
spur  track,  contrary  to  spur  track  agreement,  testimony  of 
plaintiff  fuel  company's  assignor  that  when  he  transferred  the 
fuel  business  from  himself  to  plaintiff  on  plaintiff's  incorpora- 
tion by  transfer  in  terms  of  "all  my  right,  title,  and  interest  in 
said  business,"  such  transfer  included  the  spur  track  agreement, 
held  proper,  as  against  the  objection  that  it  was  immaterial,  or 
that  the  transfer  contract  spoke  for  itself,  or  that  the  contract 
was  one  to  which  the  railroad  was  not  a  party. — Ibid. 

In  fuel  company's  action  against  railroad  for  change  of  spur 
track  contrary  to  spur  track  agreement,  permitting  witness  to 
state  that  the  change  of  the  switch  made  a  big  difference  in 
plaintiff's  business,  and  that  plaintiff  did  not  solicit  business 
in  carload  lots  after  the  change  because  it  could  not  handle  It 
on  a  profitable  basis,  held  proper,  as  against  objection  that  the 
statement  was  speculative,  and  that  such  loss  was  not  within 
the  contemplation  of  the  parties  putting  in  the  track. — Ibid. 

In  fuel  company's  action  against  railroad  for  change  of  spur 
track  contrary  to  spur  track  agreement,  exclusion  of  evidence 
by  the  railroad  as  to  necessity  of  double-tracking  at  the  point 
where  the  switch  to  the  spur  track  was,  was  not  error,  there 
being  no  issue  submitted  or  requested  to  be  submitted  as  to 
danger  from  running  trains  against  a  facing  switch,  as  alleged 
in  the  answer. — Ibid. 

In  fuel  company's  action  against  railroad  for  change  of  spur 
track  contrary  to  spur  track  agreement,  it  was  not  improper 
to  permit  a  witness  for  plaintiff  to  say  that  it  was  not  profitable, 
under  the  conditions  witness  found  after  the  track  was  taken 
out  and  under  the  competition  then  existing,  to  handle  coal  in 
carload  lots  with  a  profit  of  $1  or  $1.15  a  ton. — Ibid. 
Common  Carrier  Defined: 

(Supreme  Court  of  Appeals  of  Virginia.)  To  constitute  a 
person  a  common  carrier  of  goods  in  a  particular  instance  the 
carriage  in  question  must  be  over  a  route  within  a  territory 
over  or  within  whcih  there  has  been  a  general  undertaking  by 
the  person,  a  holding  of  himself  out  as  undertaking  to  carry 
goods  for  the  public  generally,  as  a  business,  over  that  route 
or  within  that  territory,  which  undertaking  may  be  either  ex- 
press or  may  be  implied  from  conduct  by  a  series  of  acts  by 
known  habitual  continuance  in  such  line  of  business. — Ney  vs, 
Haun.,  109  S.  E.  Rep.  438. 
Truck  Driver  Transporting  Goods  Between  Two  Cities  Not  a 

Common  Carrier  in  Transporting  Goods  to  Third  City  in  One 

Instance: 

Truck  driver  engaged  in  the  transfer  business  in  a  certain 
place  under  license,  but  not  licensed  to  engage  in  such  business 
in  another  city  and  not  pursuing  the  business  of  carrying  goods 
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o\»-r  a  route  from  such  other  city  to  a  third  city,  and  never 
having  bold  himself  out  as  undertaking  to  carry  goods  for  the 
public  generally  between  them,  did  not.  in  undertaking  to  trans- 
port goods  between  such  places  in  a  particular  instance,  assume 
the  liability  of  a  common  carrier. — Ibid. 
Railway  and  Lumber  Company  Held  Not  to  Be  a  Common 

Carrier: 

(Supreme  Court  of  Washington.)  The  disputed  question  of 
whether  a  corporation  is  a  common  carrier  held  one  of  fact,  to 
be  determined  by  the  courts  on  the  evidence. — State  ex  rel.  Sil- 

;«ike  Ry.  &  Lumber  Co.  vs.  Public  Service  Commission  of 
Washington  et  a).,  201  Pac.  Rep.  765. 

iher  a  corporation  is  a  common  carrier  is  not  concluded 
by  the  fact  that  its  charter  gives  it  the  power  of  such  a  carrier, 
but  is  to  be  determined  by  what  it  does. — Ibid. 

That  a  corporation  in  a  petition  to  condemn  land,  which  it 

got   by   purchase,   without   prosecuting   the  action   to  judgment, 

alleged  facts  showing  It  to  be  a  common  carrier,  is  not  conclu- 

of  it  being  such,  relative  to  its  duty  to  accept  freight  for 

carriage.— Ibid. 

Facts  relative  to  purpose  of  organization  of  a  railway  and 
lumber  company,  its  road  as  constructed,  its  equipment,  and  the 

ricM  carried  on  by  It,  held  to  show  that  it  never  advanced 

nd  the  status  of  a  common  carrier,  and  so  was  not  obliged 
to  receive  as  a  common  carrier  logs  for  transportation. — Ibid. 
Regulation  of  Fare*  for  Automobile  Transportation  by  State: 

(Supreme  C'ourt  of  Arizona.)  Information  against  owner  and 
driver  of  rent  service  automobile,  charging  violation  of  Corpora- 
tion Commission's  general  order  by  carrying  passengers  over 
a  stage  route  at  less  than  140  per  cent  of  the  scheduled  stage 
fare,  held  not  indefinite  or  uncertain  as  to  the  crime  alleged 
to  be  charged,  nor  to  contravene  Pen.  Code  1913,  sec.  934,  936, 
Haddad  et  al.  vs.  State.  2»l  I'.  Rep.  847. 

Although  Const,  art.  15,  sec.  16,  19.  provide  for  punishment 
r  fine  for  disobeying  an  order  of  the  Corporation 

•Mission.  I-aws  1919,  r.  130,  »ec.  8.  authorizing  punishment 
for  such  disobedience  under  the  criminal  prosecution,  does  not 
violate  the  guaranty  of  Const,  art.  2.  sec.  10.  that  no  one  shall 
be  punished  twice  for  the  same  offense.— Ibid. 

Though  Const,  art.  15.  was  enacted  to  regulate  "public  serv- 
ice corporations"  within  the  state,  and  not  individuals  eo  nomine, 
an  order,  under  Laws  1919,  c.  130,  of  the  Corporation  Commission, 
affecting  both  corporations  and  Individual*,  held  not  vofd  includ- 
ing classes  of  persons  not  mentioned  in  such  article. — Ibid. 

Even  without  the  authorization  given  by  Const,  art.  15,  sec. 
6.  It  would  have  been  competent  for  the  legislature  to  delegate 
power  over  automobile  transportation  to  a  special  agency  like 

1  orporatlon  Commission:   :.•;;<•    Ijiws  1919.  r.  13n.  enlarging. 
In  this  respect,  the  powers  and  extending  the  duties  of  the  < 
poration  Commission,  is  warranted. — Ibid. 

Laws  1919,  c.  130.  regulating  automobile  transportation,  held 
to  pertain  to  matters  well  within  legislative  cognizance,  to  aim 
at  objects  proper  to  be  attained  by  the  exercise  of  the  police 
power,  and  not  to  constitute  an  unreasonable  or  palpable  Inva- 
sion of  rights  secured  by  Const.  U.  9-  Amend.  14,  or  Const, 
art.  2.  sec.  4.  providing  that  "No  person  shall  be  deprived  of 
life,  liberty  or  property  without  due  process  of  law."— Ibid. 

Laws  1919,  c  .latlng  automobile  transportation,  held 

not  special  or  partial  legislation  under  Const,  art.  2,  sec.  13, 
art.  4.  pt.  2.  sec.  19;  for  the  fact  that,  in  granting  the  certificate 
of  convenience  and  necessity  for  a  stage  route  provided  for  in 
the  act.  the  Corporation  Commission  may  be  obliged  to  select 
between  two  or  more  applicants,  does  not  invalidate  the  law  as 
monopolistic,  class,  discriminatory,  or  partial  legislation.— Ibid, 
ral  Order  70-A  of  ih<-  Corporation  Commission,  under 
Laws  1919.  c.  130,  the  automobile  transportation  regulation  law, 
providing  that  the  fare  for  rent  service  on  stage  lines  shall  not 

••SB   than  •  ''nt   of   tin-   regular  scheduled  fare,  does 

<  onflict  with  Const,  art.  15.  sec.  12,  as  requiring  a  discrimi- 
nation for  the  same  service.  Ibid. 

In  prosecution  of  driver  and  owner  of  automobile,  under 
Laws  1919,  c.  130.  for  failure  to  collect  the  scheduled  fare,  where 

••  was  no  evidence  that  the  owner  knew  anything  about  the 

particular  transaction  or  ever  authorized  the  driver's  act,  other 

than   might    be   presumed    from   his  employment   of  the  driver, 

islon  of  tetslmony  of  the  owner  that  he  told  his  drivers  to 

charge   the   regularly   prescribed   fare  for  services  rendered   by 

his  cars  was  en  or.  the  avowal  not  being  Insufficient  In  failing  to 

aunty  knowledge  by  the  owner  of  his  servant's  acts.— 

In    prosecution   of   driver   and    owner   of  automobile,   under 

Laws  1919,  c.  130.  for  failure  to  collect  the  scheduled  fare,  where 

>•  was  no  that  the  owner  knew  anything  about  the 

particular  transaction  or  ever  authorized  the  driver's  act,  other 

than  might  b«  .1  from  his  employment  of  the  driver,  held, 

••  fart   that   th*>  driver  accepted  the  unlawful  fare, 

of    his   employment,   and    within     the    scope 

•xtm  not  In  itself  sufficient  to  show  direction,  knowledge 

or  acquiescence  by  the  owner      Ibid. 


Personal  Notes 


George  H.  Eaton,  assistant  freight  traffic  manager  for  the 
Boston  &  Maine,  has  severed  his  connection  with  that  road, 
after  33  years  of  service,  to  become  traffic  manager  for  the 
American  Agricultural  Chemical  Company  at  New  York. 

H.  \V.  Whicker  has  been  appointed  traveling  freight  and  pas- 
senger agent  for  the  Illinois  Central,  at  Kansas  City,  succeeding 
Hugh  Hardin,  who  was  promoted. 

John  I):  McCartney  has  been  appointed  assistant  to  the 
president  of  the  Central  of  Georgia,  with  especial  jurisdiction 
over  matters  of  public  relations. 

The  Eastern  Steamship  Lines,  Inc.,  Boston  &  Yarmouth 
Steamship  Company.  Ltd.,  has  announced  the  following  ap- 
pointments: F.  H.  Mickens,  freight  traffic  manager,  New  York; 
\V.  H.  Blasdale,  general  freight  agent,  Boston;  W.  F.  Everdmg, 
assistant  general  freight  agent,  Boston. 

James  H.  Glynn,  general  agent  for  the  Southern  Pacific  at 
Boston,  and  a  member  of  the  Association  of  Railroad  and  Steam- 
ship Agents  of  Boston,  died  at  his  home  in  Dorchester,  Mass.,  De- 
cember 31.  1921. 

W.  P.  Withers  has  been  made  general  agent  in  charge  of 
the  newly  opened  traffic  office  of  the  Gulf  and  Ship  Island  Rail- 
road, at  Dallas,  Tex. 

The  Board  of  Railway  Commissioners  for  Canada  has  an- 
nounced Jhe  following  appointments.-  R.  Richardson,  assistant 
secretary  and  registrar;  George  A.  Brown,  assistant  chief  traffic 
officer. 

E.  C.  Hoag  has  been  appointed  industrial  agent  for  the  Union 
Pacific  System,  at  Omaha. 

R.  M.  Taliaferro,  Jr.,  has  been  appointed  commercial  agent 
for  the  Norfolk  ft  Western,  at  Columbia,  S.  C. 

H.  N.  Stout  has  been  appointed  general  agent  for  the  Ft. 
Dodge,  Des  Moines  ft  Southern,  at  Chicago,  vice  C.  E.  Carson, 
who  resigned. 

The  Pennsylvania  System  has  announced  the  following  ap- 
pointments: B.  H.  Dally,  general  freight  agent,  St.  Louis,  vice 
P.  C.  Sprague,  who  resigned;  Frederick  W.  Nash,  assistant  gen- 
eral freight  agent,  St.  Louis;  J.  H.  Cross,  division  freight  agent, 
Pittsburgh,  vice  F.  X.  Quinn,  who  was  promoted. 

The  El  Paso  ft  Southwestern  and  the  Morenci  Southern  Rail- 
way have  announced  the  appointment  of  W.  W.  Schoff  as  general 
agent,  Cleveland. 

W.  J.  Ryan  has  been  appointed  assistant  traffic  manager  for 
the  American  Tobacco  Company,  at  New  York,  and  H.  P.  Hat- 
field,  assistant  traffic  manager,  at  Louisville,  Ky. 

A.  B.  Chown,  for  some  time  general  agent  of  the  passenger 
department  of  the  Grand  Trunk  Railway  at  New  York,  recently 
promoted  to  assistant  general  passenger  agent,  was  the  guest 
at  a  farewell  luncheon  tendered  by  his  New  York  associates 
before  leaving  to  take  up  liis  new  duties  in  Chicago. 

T.  K.  Wilder  has  been  appointed  commercial  agent  for  the 
Louisiana  Railway  ft  Navigation  Company,  at  New  Orleans,  suc- 
ceeding John  A.  Smith,  who  resigned.  B.  P.  Stedman  has  been 
appointed  general  agent  for  the  same  company,  at  Alexandria, 
La. 

L.  M.  Hogsett.  general  freight  agent  for  the  Texas  ft  Pacific 
since  the  termination  of  federal  control,  has  been  appointed 
manager  of  the  transportation  department  of  the  Chamber  of 
Commerce,  Houston,  Tex. 

K.  M.  Rebard  has  been  appointed  assistant  traffic  manager 
for  the  Tonopah  ft  Goldfleld  Railroad,  at  Goldfleld,  Nev. 

J.  8.  Mason  has  been  appointed  traveling  freight  and  pas- 
senger agent  for  the  Wabash  Railway,  at  New  Orleans. 

T.  A.  Mathews,  Jr.,  has  been  appointed  assistant  general 
fn»frht  agent  for  the  Rock  Island,  at  Minneapolis. 

•^flbmas  S.  Davant.  vice-president  in  charge  of  traffic  for  the 

'oik  ft  Western  until  last  year,  died  at  his  home  in  Roanoke 
Va.,  December  31.  1921. 

E.  J.  McVann.  for  years  identified  with  cases  before  the 
Commission,  and  for  four  years  secretary  of  the  Smokeless  Coal 
Operators'  Association  of  West  Virginia,  has  terminated  his 
connection  with  the  association  and  has  re-entered  the  prac- 
tice of  interstate  commerce  law,  with  offices  In  Washington. 
He  went  from  Omaha  to  Washington  to  become  associated  with 
the  coal  interests,  and  when  the  government  controlled  the  coal 
Industry  he  became  secretary  of  the  association  and  devoted  all 
his  time  to  the  affairs  of  the  operators  and  their  organization. 

OIL  CITY-FRANKLIN   CLUB 

A  new  industrial  organization  has  been  formed,  to  be  known 
as  the  Oil  City-Franklin  Trafllc  Club,  which  bids  fair  to  bring 
the  cities  of  Oil  City  and  Franklin,  Pa.,  together  in  a  business 
way.  It  will  promote  closer  working  conditions  between  the 
cities  In  traffic  matters,  and  is  meant  to  obtain  better  freight 
facilities  and  freight  rate  adjustments  and  increase  the  markets 
of  both  municipalities. 

The  election  of  officers  resulted  as  follows:  President.  T. 
E.  McLaughlln.  Oil  City;  vice-president,  L.  G.  Brown,  Franklin; 
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-.  i-i-ftary  J  D.  Quinn,  Franklin;  treasurer.  G.  VV.  Ebert,  Oil 
city;  truffle  advisers,  G.  W.  Ebert,  Oil  City,  and  J.  D.  Quinn, 
Franklin. 

The  officers  have  been  active  since  the  first  meeting  or  the 
organization  December  9  and  have  obtained  fifty  indu?trj°s  for 
the  membership  roll.  Memberships  have  been  taken  out  by 
industries  at  the  following  points  in  Venango  County:  Oil  City 
Franklin,  Kmlenton,  Rouseville,  Reno  and  MacClinockville,  Pa. 
In  view  of  the  fact  that  the  organization  is  made  up  of  indus- 
tii.-s  in  Venango  County,  it  is  exjected  that  traffic  matters  affect- 
ing the  county  will  be  handled  by  it. 

DOINGS  OF^THE  TRAFFIC  CLUBS 

The  following  are  the  new  officers  of  the  Transportation 
Club  of  Decatur,  111.:  President,  T.  C.  Bur-well,  traffic,  manager, 
A  E.  Staley  Manufacturing  Co.;  vice-presidents.  Porter  Milliken, 
secretary.  Union  Iron  Works;  L.  F.  Boss,  district  freight  agent, 
Wabash  Railway;  secretary,  8.  F.  Coay,  traffic  manager,  Leader- 
Iron  Works  assistant  secretary,  H.  L.  Bechtel,  chief  clerk,  traf- 
fic department,  A.  E.  Staley  Manufacturing  Co.;  treasurer,  Miss 
Addie  Hambleton,  traffic  manager,  Mueller  Fountain  Fixture  Co.; 
publicity  agent,  R.  W.  Richmond,  secretary-treasurer,  Review 
Printing  and  Stationery  Co.;  directors,  R.  D.  Wood,  secretary, 
Decatur  Bridge  Co.;  R.  L.  Rees,  traffic  manager,  E-Z-Opener  Bag 
Co.;  Ira  E.  Busher,  traffic  manager,  Decatur  Malleable  Iron  Co.; 
M.  W.  Trott,  traffic  manager,  Comet  Auto  Co.;  L.  C.  Bundy,  gen- 
eral agent,  Illinois  Traction  System. 

The  San  Antonio  Traffic  Club  was  organized  December  1G, 
1921,  at  a  meeting  at  which  about  50  representative  San  Antonio 
traffic  men  were  present.  A  constitution  was  adopted,  officers 
elected,  committees  appointed,  and  January  9  set  as  the  date  for 
the  next  meeting.  The  officers  elected  were  as  follows:  Presi- 
dent, R.  H.  Schultz,  traffic  manager,  San  Antonio,  Uvalde  &  Gulf 
Railroad;  vice-president,  Wallace  Carnahan,  Jr.,  Allensworth 
Carnahan -Co. ;  L.  B.  McDonald,  superintendent,  Southern  Pacific 
Lines;  Carl  Abbott,  traffic  manager,  Elliott  Jones  &  Co.;  secre- 
tary-treasurer, R.  L.  Gohmert,  freight  claim  agent,  San  Antonio, 
Uvalde  &  Gulf  Railroad;  directors,  S.  B.  Weller,  Newton  Weller 
Company;  F.  L.  Orr,  division  freight  agent,  I.  &  G.  N.  Railway; 
J  E.  Pennington,  general  agent,  M.  K.  &  T.  Lines;  Fred  E. 
Jones,  freight  claim  agent,  S.  A.  &  A.  P.;  U.  S.  Pawkett,  man- 
ager, San  Antonio  Freight  Bureau. 

H.  M.  Garwood  was  the  principal  speaker  at  the  annual 
banquet  of  the  Houston  Traffic  Club,  December  13.  His  subject 
was  "Possibilities  of  a  Good  Traffic  Club."  Incoming  and  out- 
going officers  also  spoke  and  there  was  an  extensive  program  of 
amusement  numbers.  W.  R.  Scott,  president  of  the  Southern 
Pacific  lines,  gave  an  address  on  Houston's  traffic  possibilities. 
The  following  are  the  new  officers  of  the  club:  President,  A. 
Kimbell,  secretary,  Houston  Drug  Co.;  vice-presidents.  Blakely 
Smith,  Blakely  Smith  Steamship  Agency;  S.  J.  Westheimer,  West- 
heimer  Warehouse  &  Forwarding  Co.;  F.  L.  Salisbury,  travel- 
ing freight  agent,  L.  &  N.  R.  R.  Co.;  secretary,  F.  A.  Moulton, 
assistant  traffic  manager,  Houston  Chamber  of  Commerce:  treas- 
urer, G.  L.  Thacker,  traffic  manager,  South  Texas  Grain  Co.;  di- 
rectors: E.  C.  Nicar,  Nicar,  Felici  &  Co.,  Inc.;  H.  T.  Bornefeld, 
city  freight  agent,  G.  C.  &  S.  F.  Ry.  Co.;  F.  L.  Clements,  traffic 
manager,  Gulf  Pipe  Line  Co.;  J.  F.  Hennessey,  Jr.,  district  freight 
agent  M.  K.  &  T.  Ry.  Co.;  E.  L.  Williams,  traffic  manager, .South- 
erf  Drug  Co. 

The  Traffic  Club  of  Chicago  will  hold  a  memorial  luncheon  at 
the  Hotel  La  Salle.  January  12,  in  honor  of  Henry  C.  Barlow, 
traffic  director  of  the  Chicago  Chamber  of  Commerce,  a  moving 
factor  in  the  affairs  of  the  club,  who  died  recently. 

The  annual  dinner  of  the  Milwaukee  Traffic  Club  will  take 
place  at  the  Milwaukee  Athletic  Club,  January  16.  Henry  A. 
Palmer,  editor  of  The  Traffic  World,  will  speak  on  "Traffic  Clubs 
— Their  Opportunities,"  and  H.  E.  Byram,  president  of  the  C. 
M.  &  St.  P.,  and  W.  H.  Finley,  president  of  the  Chicago  &  North 
Western,  will  speak  on  topics  not  yet  announced. 


The  following  officers  have  been  elected  by  the  Stark  County 
(Ohio)  Traffic  Club:  President,  A.  J.  Burns,  traffic  manager,  the 
Bonnot  Co.;  vice-president,  J.  R.  Ellis,  traffic  manager,  Superior 
Sheet  Metal  Co.;  secretary,  M.  L.  Underwood,  traffic  manager, 
the  Buckeye  Cereal  Co.;  treasurer,  W.  E.  Beamer,  chief  clerk, 
the  Pennsylvania  System. 


The  Pittsburgh,  Chartiers  &  Youghiogheny  Railway  has  been 
made  an  additional  party  defendant  to  the  complaint  in  No. 
13321,  The  Parkersburg  Rig  &  Reel  Co.  vs.  Pennsylvania  et  al. 

The  Southwestern  Portland  Cement  Co.  has  been  permitted 
to  Intervene  in  No.  13139,  Graham  &  Gila  Counties  Traffic  Asso- 
ciation vs.  Arizona  Eastern  et  al. 

The  Southern  Pine  Association  has  been  permitted  to  Inter- 
vene in  No.  13314,  West  Coast  Lumbermen's  Association  vs. 
Abilene  &  Southern  et  al. 

The  complaint  in  No.  13284  has  been  amended  by  making 
the  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Railroad  an 
additional  party  defendant. 

The  Southwestern  Portland  Cement  Company  has  been  per- 
mitted to  intervene  in  No.  13260,  Gila  Water  Company  et  al.  vs. 
Arizona  Eastern  et  al. 

The  Myles  Salt  Company,  Ltd.,  has  been  permitted  to  inter- 
vene in  No.  13222,  American  Salt  &  Coal  Co.  vs.  A.  T.  &  S.  F. 
et  al.,  No.  13222  Sub-No.  1,  Bevis  Rock  Salt  Co.  vs.  A.  T.  &  S.  F. 
et  al.,  and  No.  13223,  Royal  Salt  Co.  vs.  A.  T.  &  S.  F.  et  al. 

The  Commission  has  reopened  I.  and  S.  No.  1384,  potatoes 
from  Minnesota,  Wisconsin  and  upper  Michigan  to  Central  and 
Trunk  Line  territories,  and  has  consolidated  that  proceeding  with 
No.  13226,  Andrews  Brothers  et  al.  vs.  Akron,  Canton  &  Youngs- 
town  et  al. 

The  Commission  has  instituted  an  investigation  under  Finance 
Docket '  No.  2038  for  the  purpose  ef  inquiring  into  all  matters 
involved  in  the  petition  of  Caldwell  &  Co.,  reorganization  man- 
agei,  in  behalf  of  the  Tennessee  Midland  Railroad  Company,  a 
corporation  about  to  be  formed  for  the  purpose  of  acquiring  the 
Tennessee  Central  Railroad,  for  approval  of  a  proposed  plan 
of  reorganization,  a  proposed  loan  under  section  210  of  the 
transportation  act,  and  other  things.  A  hearing  will  be  held 
at  Washington  on  January  16,  before  Examiner  J.  F.  Gray. 

On  request  of  complainants  the  following  complaints  have 
been  dismissed:  No.  13035,  the  Monongahela  Power  &  Railway 
Co.  vs.  Director-General;  No.  13042,  Meyer- Albert  Grocer  Co. 
vs.  Chesapeake  S.  S.  Co.  et  al.;  and  No.  13034,  Chicago  Fire  Brick 
Co.  vs.  B  &  O.  et  al. 

The  Jackson  Chamber  of  Commerce  and  the  Detroit  Board 
of  Commerce  have  been  permitted  to  intervene  in  No.  13313, 
Michigan  Traffic  League  vs.  Ann  Arbor  et  al. 

The  Board  of  Trade  of  Kansas  City,  Mo.,  has  been  permitted 
to  intervene  in  No.  13215,  Arkansas  Jobbers  &  Manufacturers 
Association  vs.  C.  R.  I.  &  P.  et  al.,  and  the  Kansas  City  Southern 
Railway  has  been  made  an  additional  party  thereto. 

The  Michigan  City  Chamber  of  Commerce  and  Manufac- 
turers' Club  of  Michigan  City  have  been  permitted  to  intervene 
in  No.  13205,  the  Chicago,  Lake  Shore  &  South  Bend  Railway 
Co.  vs.  Lake  Erie  &  Western  et  al. 

On  request  of  complainants,  the  Commission  has  dismissed 
the  following  complaints:  Nos.  13116,  Central  Wisconsin  Supply 
Co.  vs.  Chicago,  Terre  Haute  &  Southeastern  et  al.;  13170, 
Dempsey  Grocer  Co.  vs.  A.  T.  &  S.  F.  et  al.;  13004,  Grain  Belt 
Mills  Co.  vs.  A.  T.  &  S.  F.  et  al.;  13043,  Meyer- Albert  Grocer 
Co.  vs.  N.  Y.  C.  et  al.:  13084,  Standard  Oil  Co.  (New  Jersey) 
vs.  Director-General;  13009,  Thompson-Wells  Lumber  Co.  et  al. 
vs.  C.  M.  &  St.  P.  et  al.;  13019,  Central  Wisconsin  Supply  Co. 
vs.  C.  M.  &  St.  P.  et  al.;  and  13044,  Meyer- Albert  Grocer  Co. 
vs.  Grand  Trunk  Western  et  al. 

The  state  of  Louisiana,  Louisiana  Public  Service  Com- 
mission and  State  Highway  Department  of  Louisiana  have  been 
permitted  in  intervene  in  No.  13274,  the  National  Association  of 
Sand  &  Gravel  Producers  vs.  Union  Pacific  et  al. 

On  petition  of  the  applicant  stating  that  it  was  unable  to 
complete  the  branch  line  authorized  to  be  constructed  by  the 
Commission's  report  on  Finance  Docket  1142,  in  the  matter  of 
the  application  of  the  Central  of  Georgia  Railway  Co.  for  a  cer- 
tificate of  public  convenience  and  necessity,  by  December  31, 
1921,  the  time  limit  set  by  the  Commission,  the  Commission  has 
granted  an  extension  of  time  for  completion  of  the  branch  line 
until  April  30.  1922. 

Because  the  applicant  is  desirous  of  submitting  additional 
data  and  information  th§  Commission  has  granted  a  further 
hearing  in  Finance  Docket  1469.  in  the  matter  of  the  application 
of  the  Gulf  Ports  Terminal  Railroad  Co.  for  a  certificate  of 
public  convenience  and  necessity. 


COMMISSION  ORDERS 

The  complaint  in  No.  13320,  The  Parkersburg  Rig  &  Reel 
Co.  vs.  C.  B.  £  Q.  et  al.,  has  been  amended  by  making  the  West- 
ern Pacific  Railroad  and  Pacific  Electric  Railway  additional 
parties  defendant. 

The  Texarkana  &  Ft.  Smith  Railway  has  been  made  an  ad- 
ditional party  defendant  to  the  complaint  in  No.  12897,  Eastern 
Texas  Electric  Company  vs.  Director-General  and  Texas  &  New 
Orleans  Railroad. 


LOCATION    OF   CARS 

The  semi-monthly  bulletin  of  the  car  service  division  of  the 
American  Railway  Association  on  percentages  of  freight  cars 
on  line  to  ownership  as  of  December  15  shows  that  in  the  East- 
ern district  the  percentage  was  99,  as  compared  with  94.3  a 
year  ago;  Allegheny.  98.6,  as  against  94.2  a  year  ago;  Poca- 
hontas,  94.9,  as  against  75.4  a  year  ago;  Southern,  97.3,  as 
against  95.9  a  year  ago;  Western,  98.4,  as  against  100.6  a  year 
ago;  Canadian  roads,  95.3,  as  aginst  98.7  a  year  ago;  total,  all 
districts  of  U.  S.,  98.3,  as  against  95.8  a  year  ago. 

The  per  cent  of  home  cars  on  home  roads  as  of  December 
15  was  72.6.  By  classes  of  equipment  the  per  cents  were  as 
follows:  Box,  62.6;  refrigerator,  66.6;  gondola,  80.7;  stock, 
83.7;  flat,  81. 
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Questions  and  Answers 

In  this  depart ment  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  peraoos  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  anawer  to  any  simple  question  relating  to  the  law 
of  interstate  ll  main  art  aliim  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
iH.jfrf»r»«  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  hia  work.  Person*  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question  by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance —may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  anawer  or  that  involves  • 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 
Address  Questions  and  Answers  Department. 

'    i  Cssunnalim.  Colorado  Building.  Washington.  D.  C. 


Reconsigning  Instructions — Proof  of  Receipt  by  Carrier 

Pennsylvania. — Question:  On  April  3.  1920,  we  shipped  a  car 
of  lumber  from  Kingwood.  W.  Va..  to  Wheeling  W.  Va.,.  con- 
signed to  ourselves.  On  April  6  we  mailed  delivery  instructions 
to  the  agent  of  the  Baltimore  &  Ohio  Railroad  at  Wheeling  for 
delivery  at  that  point.  Carrier  contends  car  arrived  at  Wheeling 
April  11,  that  agent  could  not  locate  any  delivery  instructions 
and  the  matter  was  not  brought  to  our  attention  until  April  13, 
when  we  Immediately  furnished  disposition,  but  this  agent  has 
charged  $5  ^consignment,  in  accordance  with  rule  11.  paragraph 
•  B.  *  O.  Tariff  I.  C.  C.  16915. 

It  is  our  contention  that  we  complied  with  the  law  by  mall- 
ing  disposition  April  6  and  that  It  is  not  Incumbent  upon  us  to 
prove  delivery  of  the*e  Instructions  to  the  agent. 

We  filed  claim,  but  same  has  been  declined,  they  quoting 
the  c»se  of  N.  A.  Webster  vs.  New  Orleans  &  Northeastern  Rail- 
road Company  et  al. 

This  is  •  strictly  Intrastate  matter  and  we  feel  that  we 
are  absolutely  correct  In  our  contention,  but  are  unable  to  quote 
authority  therefor.  Accordingly  beg  to  ask  if  you  can  help  us 
out. 

Answer:  Proof  of  the  mailing  of  a  notice  properly  ad- 
dressed and  properly  stamped  Is  prlma  facie  evidence  of  delUer\ 
by  due  course  to  the  addressee.  This  is,  however,  only  a  pre- 
sumption of  fact  and  may  be  n-b 

As  to  Interstate  traffic,  the  <  mnmlsslon.  In  the  case  referred 
to.  namely.  N.  A.  Webster  vs.  N  o.  *  N  K.  R  R.  '  •'.  C. 

6M.  held  that  In  the  absence  of  proof  that  tin-  defendant  carriers 
received  Instructions  to  reconslgn  the  shipment,  they  could  not 
be  held  responsible  for  failure  to  deliver  iln-  shipment  prior  to 
the  receipt  of  disposition  orders. 

An  Intrastate  shipment  would  necessarily  be  governed  by 
the  decisions  of  the  state  commission. 

Refund  of  Tax  on  Export  Shipments 

Iowa.— Question :  During  March  and  May.  1920.  we  paid  a 
certain  carrier  war  tax  on  a  few  shipments  of  export  products, 
same  getting  by  us  through  error  We  asked  them  to  refund 
this  amount  a  couple  of  months  later,  and  were  advised  by  them 
that  this  could  not  be  done,  Inasmuch  as  that  particular  month's 
business  had  been  settled  with  the  government.  In  so  far  as  war 
tax  was  concerned,  and  that  we  would  have  to  handle  through 
the  Treasury  of  the  I'nited  States  for  a  refund.  It  seems  to  us 
that,  inasmuch  as  all  claims  for  overcharges  on  shipments  sent 
to  various  claim  agents  when  paid,  also  contain  refund  of  war 
tax.  and  a*  they  a:  x  months  to  a  year  old  when  paid,  it 

would  seem  as  though  If  the  claim  agents  could  refund  war  tax 
overcharges  where  there  Is  an  overcharge  on  shipments  account 
wrong  rates  used,  that  they  could  also  refund  a  straight  war  tax 
overcharge  claim  Just  the  Mme. 

Answer:  Article  115  of  Treasury  Department  Regulations  49 
(Revised),  which  covers  the  adjustment  of  taxes  on  overcharges 
and  undercharges,  reads,  to  part,  as  follows: 

<hlng  In  these  regulations,  however,  authorizes  an  ad- 
justment of  a  tax  by  a  carrier  In  any  Instance  where,  after  col- 
lection of  a  charge  and  tax.  It  Is  claimed  that  the  charge  Is 
entitled  to  exemption  from  the  tax  by  reason  of  exportation, 
governmental  use.  or  otherwise.  All  adjustments  of  taxes  must 
be  recorded.  They  must  be  supported  by  such  evidences  as  will 
fully  substantiate  the  correctness  thereof,  and  such  evidences 
must  be  kept  in  the  respective  offices  through  which  such  ad- 

•nents  are  ma'! 

Articles  119  and  120  provide  the  procedure  for  securing  a 
refund  of  the  tax.  article  119  providing  that  claims  for  refund 
of  the  taxes  which  may  have  been  erroneously  or  Illegally  col- 
lected must  be  made  by  the  person  who  actually  paid  the  tax 

he  transportation  company  and  that  claims  for  refund  should 
be  prepared  on  Treasury  Department  Form  46  and  filed  with  the 
rommlssloner  of   Internal   Revenue. 
Tariff    Interpretation — Application    of    Minimum    Class    Rates   to 

Article*  Returned  for  Repairs — Subject  to  One-half  Outbound 

Rate* 

Minnesota. — Question:  Please  refer  to  your  article  on  page 
11««  of  The  Traffic  World  under  date  of  December  3.  regarding 


the  application  of  minimum  class  rales  and  then  refer  lo  Hie 
Minnesota  exceptions  in  Boyd's  Circular  1-P,  item  1735.  \Ve 
would  like  to  know  your  interpretation  as  to  whether  or  not 
the  minimum  scale  of  class  rates  as  shown  in  item  780  of  the 
circular  can  be  construed  as  applying  in  connection  with  item 
1735.  Please  note  that  the  rating  does  not  make  reference  to 
any  minimum  rate,  but  simply  mentions  the  minimum  charge, 
which  we  interpret  to  be  50  cents.  It  is  our  contention  that  item 
1735  provides  commodity  rate  simply  measured  by  the  class 
scales  for  convenience  in  the  publication  of  the  commodity  rate. 

Answer:  As  we  understand  your  inquiry,  the  question  is 
not  as  to  the  application  of  the  minimum  charge  for  the  entire 
shipment,  but  whether  or  not  an  article  returned  for  repairs  on 
basis  of  one-half  of  the  outbound  rate  is  subject  to  the  minimum 
rate  per  100  pounds,  as  carried  in  rule  780  of  Boyd's  Exceptions 
Circular  1-P. 

Since  rule  1735  provides  that  shipments  returned  for  repairs 
may  be  charged  at  one-half  the  outbound  rate,  on  the  face  of  it,  it 
appears  that  one-half  of  the  outbound  rates,  actually  charged 
on  the  outbound  movement  (even  though  the  outbound  rate  was 
made  subject  to  a  minimum  rate  also),  should  be  applied  to  the 
return  movement.  For  example:  The  first  class  rate  from  A 
to  B  is  30  cents  per  a  given  class  tariff.  "Reapers,  S.  V.,  L.  C.  L.," 
are  subject  to  the  first  class,  per  rule  1720  of  the  Exceptions. 
Rule  780,  however,  compels  us  to  observe  a  certain  minimum 
charge  per  100  pounds,  and  such  minimum  charge  or  rate  per 
100  pounds  must  .be  determined  by  applying  the  Western  Classi- 
fication to  the  minimum  rate  thus  fixed,  because  our  shipment 
of  "reapers"  is  moving  on  a  "class"  rate.  Since  Western  Classi- 
fication accords  "Reapers.  S.  U.,  L.  C.  L.,"  first  class  rating,  our 
minimum  rate  determined  from  the  minimum  rate  scale,  rule 
780,  is  50  cents  per  100  pounds. 

If  these  reapers  are  returned  for  repairs,  they  will  be  subject 
to  the  two  rules  or  conditions:  (1)  Application  of  one-half  of 
the  outbound  rate;  (2)  if  the  returned  rating  is  a  "class"  rate, 
It  is  subject  to  a  minimum  rate  per  rule  780,  just  as  was  the 
outbound  shipment  subject  to  the  minimum  rate.  Whether  the 

.rn  rate  is  a  "class"  rate  is  determined  by  the  outbound  rate. 
on  which  the  return  rate  is  based.  The  outbound  rate  is  a 
"double  first  class"  rate.  The  return  rate  is  "one-half  the  double 
first  class"  rate  outbound.  According  to  our  view,  the  returned 
rate  is.  therefore,  a  "class"  rate  Itself,  just  as  we  believe  that 
one-half  of  fourth  class,  as  applied  to  empty  bottles  is  a  class 
rate,  and  we  see  no  difference  between  these  "half  rates"  and 
"85  per  cent  of  sixth  class,"  held  by  the  Commission  to  be  a 
"class"  rate  for  the  purpose  of  applying  the  minimum  scale.  The 
returned  rate  being  a  "class"  rate,  the  shipment  is  subject  further 
to  a  "minimum  rate"  fixed  by  use  of  the  Western  Classification 
and  the  minimum  rate  scale,  both  of  which  are  authorized  in 
rule  780  of  the  Exceptions. 

The  following  may  make  the  explanation  clearer:  The  ex- 
ception circular  and  the  class  tariff  work  together  in  primarily 
determining  the  applicable  rate;  the  classification  proper  and 
the  minimum  rate  scale  operate  together  In  prescribing  a  "mini- 
mum" charge  or  rate  per  100  pounds.  The  rate  per  100  pounds 
as  fixed  by  the  exceptions  circular  and  class  tariff  will  prevail 
over  a  straight  class  rate  and  rating  fixed  by  the  tariff  and  clas- 
sification proper,  because  the  exceptions  take  precedence  over 
the  classification,  but  the  same  does  not  take  precednce  over  a 
"minimum"  charge  or  rate  fixed  by  using  the  classification  and 
the  minimum  rate  scale.  When  a  rate,  as  determined  by  the 
exceptions  circular  and  class  tariff,  Is  lower  than  the  minimum 
rate  fixed  by  the  classification  proper  and  the  minimum  rate 
scale,  the  latter  governes  and  rule  780  of  the  exceptions  circular 
so  provides. 

Delivery— What  Constitutes 

^^ Jllinois. — Question:  A  less-t nan-carload  freight  shipment  ar- 
-rtw*a>  wl  destination,  an  agency  station  of  a  common  carrier,  and 
the  consignee  was  notified  to  call  and  accept  the  shipment.  The 
consignee  sent  his  wagon  for  the  goods,  and  the  carrier's  agent 
showed  the  teamster  where  the  goods  were  standing  in  the 
freight  house.  The  package  weighed  about  500  pounds,  which 
was  too  much  weight  for  one  man  to  handle,  and  therefore  the 
teamster  asked  the  agent  for  assistance  in  trucking  the  goods 
from  their  resting  place  in  the  freight  house  to  the  tailboard 
of  the  wagon.  The  freight  handler  was  an  employe  of  the  car- 
rier and,  it  seems,  placed  the  package  on  a  hand  truck,  but 
while  the  truck  was  being  pushed  to  the  freight  house  door  by 
the  freight  handler  the  package  fell  off  the  hand  truck  and  the 
contents  were  badly  damaged.  Is  the  carrier  liable  for  the  dam- 
age, or  has  it  been  held  that  delivery  was  made  when  the  goods 
were  pointed  out  to  the  consignee's  teamster,  and  he  .asked  for 
assistance  In  trucking  them  to  his  wagon? 

Answer:  We  can  locate  no  cases  which  define  the  exact 
moment  at  which  the  liability  of  a  carrier,  as  to  L.  C.  L.  freight 
received  at  its  station  for  delivery  to  its  patrons,  terminates. 
As  a  rule,  carriers  do  not  permit  the  public  to  have  access 
to  their  warehouses,  and  therefore  the  carrier  must  and  usually 
does  deliver  freight  at  the  tall-gate  of  the  consignee's  dray. 

The  usual  custom  of  the  carrier  at  a  particular  point  would, 
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in  the  absence  of  some  statutory  provision  or  rule  of  the  law, 
govern  the  delivery  of  freight  at  that  point. 

If,  at  the  point  covered  by  the  instant  case,  the  customary 
manner  of  delivery  is  for  the  carrier  to  merely  point  out  the 

nht  in  its  warehouse,  the  negligence  of  the  carrier's  servant, 
if  it  was  such,  in  assisting  the  consignee's  servant  cannot,  in 
our  opinion,  be  charged  to  the  carrier,  as  he  was  not  acting 
within  the  scope  of  his  master's  business  at  the  time,  but  was 
merely,  as  an  accommodation,  assisting  the  consignee's  servant. 

If.  however,  it  is  customary  for  the  carrier  to  make  delivery 
at  the  tail-board  of  the  consignee's  dray,  even  though  the  con- 
signee's servant  agreed  to  accept  a  delivery  short  of  that  point 
by  going  into  the  warehouse  of  the  carrier  for  the  purpose  of 
taking  possession  and  removing  the  freight,  the  fact  that  the 
carrier's  servant  took  charge  of  and  in  moving  the  freight  from 
the  warehouse  to  the  consignee's  dray,  damaged  the  same,  im- 
posed upon  the  carrier  a  carrier's  liability  for  the  safe  delivery 
of  the  goods  to  the  consignee  and  consequent  liability  for  neg- 
ligence. 
Liability  of  Telegraph  Companies  for  Error  in  Transmitting  News 

Minnesota. — Question:  We  are  receiving  the  Commercial 
News  Department  service  for  a  fee  of  $15  per  month  and  on  one 
occasion  this  department  made  a  mistake  in  the  transmittal  of 
a  market  quotation  on  wheat  to  the  extent  of  causing  us  a  loss 
of  $27.  We  filed  a  claim  with  the  Commercial  News  Department 
for  our  loss  of  $27  and  this  department  declined  the  claim  on 
i  In1  grounds  that  the  provisions  governing  the  service  it  gives 
releases  it  from  all  pecuniary  liability.  There  are  conditions  and 
stipulations  surrounding  the  dispatch  of  straight  Western  Union 
Telegraph  Company  messages,  and  we  believe,  according  to  the 
rulings  of  courts  that  these  conditions  and  stipulations  also  apply 
to  C.  N.  D.  Service  messages,  particularly  as  far  as  measure  of 
damages  is  concerned.  We  shall  appreciate  your  views  as  to 
the  measure  of  damages  in  this  matter. 

Answer:  It  is  no  part  of  the  general  duty  of  a  telegraph 
company  to  collect  and  transmit  news  of  any  kind  unless  it  con- 
tracts to  'do  so.  But'  it  may  enter  into  agreements  to  furnish 
news  reports  and  may  make  the  collection  and  transmission  of 
market  reports,  stock  quotations,  and  other  news,  a  special  de- 
partment of  its  business.  Western  Tile  Co.  vs.  Stevenson,  128 
Pa.  St.  442,  15  Am.  St.  Rep.  687. 

In  such  cases  it  becomes  liable  for  all  damages  occasioned 
to  its  patrons  through  its  furnishing  incorrect  information,  and 
this  whether  the  error  occurred  in  the  process  of  transmission 
or  existed  in.  the  information  as  originally  received  by  it.  The 
company,  in  such  cases,  assumes  duties  beyond  those  incumbent 
on  it  as  a  mere  carrier  of  messages  for  the  public  and  cannot 
escape  liablity  by  showing  a  mere  correct  transmission.  Turner 
vs.  Hawkeye  Tel.  Co.,  20  Am.  Rep.  605;  New  Orleans  Bank  vs. 
Western  Union  Tel.  Co.,  27  La.  Ann.  49. 

Conflict  Between  Percentage  Scale  in  Class  Tariff  and  Classifica- 
tion Exception  Sheet  Governing  Class  Tariff 

Ohio. — Question:  During  the  months  of  March  to  November, 
1919,  we  had  several  carloads  of  silica  shipped  from  East  St. 
Louis,  III.,  to  Cleveland,  O.,  via  C.  C.  C.  &  St.  L.  R.  R.,  when 
bills  of  lading  were  issued  by  shipper,  rate  of  18%  cents  was 
inserted  on  them  and  signed  for  by  freight  agent. 

C.  C.  C.  &  St.  L.  R.  R.  now  claim  that  correct  rate  was  19 
cents  and  that  authority  for  this  rate  is  W.  Cameron's  Tariff 
I.  C.  C.  D-107,  which  says  that  sixth  class  rate  is  23  cents,  and 
80  per  cent  of  this  is  19  cents. 

We  claim  that  Exceptions  to  Official  Classification  130-K 
says  that  silica  in  carloads  takes  80  per  cent  of  sixth  class  rate; 
we  also  claim  that  this  same  tariff  under  "table  of  rates  to  be 
used  where  rates  are  based  on  a  percentage  basis  of  class  rate" 
it  says  that  when  sixth  class  rate  is  23  cents,  80  per  cent  would 
be  18%,  and  as  Tariff  130-K  names  a  lower  rate  than  D-107,  we 
are  entitled  to  the  lowest  rate,  or  18%  cents.  You  will  also  note 
that  80  per  cent  of  23  actually  equals  18.4. 

Are  we  correct  in  claiming  that  the  rate  shown  in  excep- 
tions should  apply  or  take  preference  over  rate  shown  in  Cam- 
eron's Tariff  I.  C.  C.  D-107;  also  advise  if  you  have  any  record 
of  receiving  a  ruling  on  this  before? 

Answer:  It  should  be  observed  that  the  following  note  pre- 
cedes the  table  of  rates  to  be  used  where  rates  are  based  on  a 
percentage  of  class  rate  carried  in  the  Exceptions  to  the  Official 
Classification: 

"Vote. — The  rates  in  the  following  tariff  will  apply  only  in 
the  absence  of  rates  otherwise  specifically  provided  on  the  same 
commodities." 

Inasmuch  as  rates  are  otherwise  specifically  provided, 
namely,  in  the  class  tariff,  and,  furthermore,  that  it  is  a  rule  of 
tariff  interpretation  that  specific  provisions  in  the  tariff  con- 
taining the  rate  take  preference  over  provisions  carried  in  the 
classflcation  and  exceptions  thereto,  unless  otherwise  provided, 
we  are  of  the  opinion  that  the  percentage  scale  provided  for  in 
the  tariff  is  the  one  which  must  be  used.  • 

Conversion — Measure  of  Damages  for 

Ohio. — Question:  With  reference  to  your  reply  to  our  in- 
quiry in  the  December  10  issue  of  The  Traffic  World,  page  1230. 

We  cannot  interpret  the  application  of  the  word  "conversion" 


to  the  problem  at  hand  and  would  be  glad  if  you  would  answer 
yes  or  no  to  the  one  question  put  to  you  in  our  letter  referred  to 
above.  "Can  the  delivering  line  be  held  for  the  replacement 
value  of  the  lumber?" 

Answer:  A  delivery  by  a  carrier  to  the  wrong  party  con- 
stitutes conversion  on  the  part  of  the  carrier. 

The  measure  of  damages  for  the  conversion  by  a  carrier  of 
goods  intrusted  to  it  for  transportation  is  the  value  of  the  goods 
at  the  time  and  place  of  conversion,  namely,  the  destination  of 
the  shipment,  less  the  freight  charges  and  plus  interest. 

We  know  of  no  decisions  to  the  effect  that  the  carrier  must 
pay  damages  on  the  basis  of  the  advanced  price  of  a  duplicate 
shipment,  the  measure  of  damages  being  the  value  of  the  ship- 
ment at  destination  at  the  time  of  conversion. 

Damages — Measure  of,  for  Delay  to  Seasonable  Goods 

Oklahoma. — Question:  Please  be  referred  to  your  answers 
to  "Minnesota"  in  The  Traffic  World  of  November  19,  in  ref- 
erence to  damage  due  to  delay  in  transit. 

It  is  my  understanding  that  the  measure  of  damage  in  a 
case 'of  this  kind  is  the  difference  between  the  value  at  the  time 
shipment  did  arrive  at  destination  and  the  market  value  at  the 
time  it  should  have  arrived  in  the  ordinary  course  of  transporta- 
tion. The  quetsion  that  arises  is  "what  is  the  market  value  of 
a  shipment?"  Due  to  delay  in  transit,  a  seasonable  article  ar- 
rives at  a  certain  destination  after  the  season  is  entirely  over. 
Th=>  manufacturer  can  and  will  quote  prices  applicable  at  the 
destination  in  question  and  at  that  particular  time,  but  there  is 
no  sale  for  the  article  at  that  particular  destination  and  time,  at 
the  regular  prices  as  quoted  by  the  manufacturer.  Is  there  a 
court  decision  stating  just  what  would  be  the  market  value  of 
shipment  this  kind?  It  is  my  understanding  that  the  market 
value  of  any  shipment  at  any  point  is  the  price  that  the  goods 
could  be  sold  for  at  that  time  and  place  on  the  open  market  and 
not  the  prices  quoted  and  asked  by  manufacturers  for  such  goods. 

Answer:  In  two  New  York  cases,  namely,  Steinberg  vs.  Erie 
R.  Co.,  172  N.  Y.  S.  921  (affirming  judgment  in  170  N.  Y.  S.  893), 
and  Bawer  vs.  Barrett.  171  N.  Y.  S.  323,  the  goods  for  which  the 
plaintiffs  were  asking  for  damages  for  unreasonable  delay  in  the 
transportation  thereof,  were  seasonable  goods.  The  carriers  con- 
tended that  the  goods  being  seasonable  and  therefore  subject  to 
a  violent  decrease  in  the  market  price  between  date  of  delivery 
and  the  time  they  should  have  been  delivered,  the  ordinary  or 
market  rule  of  damage  for  delay  in  transit  should  not  govern 
the  liability  of  the  carrier.  It  was  held,  however,  that  the  sea- 
sonable character  of  the  goods  did  not  create  an  exception  to  the 
general  rule,  so  as  to  make  the  damage  special  and  therefore 
recoverable  only  when  the  carrier  has  been  advised  of  the  special 
circumstances  which  rendered  a  prompt  transportation  and  de- 
livery of  the  goods  at  their  destination  necessary. 

The  goods  in  both  cases,  even  though  seasonable,  had  a  cer- 
tain market  value,  and  in  the  instant  case  the  goods  have,  no 
doubt,  some  market  value,  even  though  it  is  but  a  small  part 
of  the  market  value  at  the  time  the  goods  should  have  arrived. 
The  difference  between  this  latter  value  and  the  value  at  the 
time  of  arrival,  and  not  the  market  quotations  of  the  shipper,  is, 
in  our  opinion,  the  amount  for  which  the  carrier  is  liable.  The 
above  referred  to  cases  are .  the  only  ones  we  have  been  able 
to  locate  which  bear  upon  the  question. 

Reconsignment — What  Constitutes 

Maine. — Question:  A  car  of  oats  consigned  from  Milwaukee 
to  a  point  in  this  state  reached  billed  destination,  was  opened  by 
the  consignee,  found  to  be  hot,  ordered  back  to  the  nearest  point 
where  there  were  facilities  for  cooling  at  full  local  ratet  This 
constituted  a  direct  back-haul  of  one  hundred  miles  over  the 
exact  route  traveled  by  the  car  to  original  destination. 

Does  this  constitute  a  reconsignment  or  a  reshipment,  and 
is  this  shipment  chargeable  With  the  regular  reconsignment 
charge  assessed  against  shipments  while  in  the  regular  forward 
movement  to  billed  destination? 

Answer:  In  our  opinion  the  manner  in  which  the  shipment 
in  question  was  handled  constituted  a  reconsignment  and  not  a 
reshipment,  and  the  reconsigning  charge  is  properly  assessable. 
Northern  Brokerage  Co.  vs.  Director-General  et  al.,  60  I.  C.  C.  982. 

Refund  of  Tax  op  Passenger  Fares 

Ohio. — Question:  The  publication  on  page  1184  of  the  De- 
cember 10  number  of  The  Traffic  World  of  the  department's 
rulings  re  collection  of  freight  and  passenger  transportation  tax, 
is  most  timely  and  appreciated. 

With  regard  to  refund  of  proportionate  part  of  tax  collected 
on  tickets  and  Pullman  accommodations,  it  is  not  altogether 
plain,  whether,  as  to  round-trip  ticket  sold  in  1921  and  partially 
used  in  that  year,  the  return  iourney  being  effected  from  the 
terminal  or  destination  of  the  ticket  in  1922,  the  tax  refund  will 
be  50  per  cent,  or  whether  the  tax  bill  will  be  figured  on  a  basis 
of  the  one-way  fare  from  the  selling  point  to  destination. 

To  illustrate:  A  one-way  fare  of  $100  would  carry  trans- 
portation tax  of  $8,  and  round-trip  ticket  at  $170  would  carry  a 
transportation  tax  of  $13.60.  Will  the  refund  on  a  round-trip 
ticket  be  $6.80,  or  will  it  be  the  difference  between  $8,  the  tax 
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on  the  transportation  cost  of  a  one-way  journey,  deducted  from 
the  tax  paid  on  the  round-trip  ticket,  or  »5.60? 

Answer-  If  the  return  portion  of  the  round-trip  ticket  is 
used  by  the  traveler,  we  are  advised  by  the  Treasury  Depart- 
ment, that  he  is  entitled  to  a  refund  of  the  tax  on  one-half  of 
the  round-trip  fare,  or  $6.80. 

If    however,  the  return-trip  ticket  is  redeemed  by  the  tra>- 
eler    he  is  entitled  only  to  a  refund  of  the  tax  on  the  amount 
of  the  fare  which  Is  refunded  by  the  carrier. 
Duty   of  Carrier  to   Notify   Consignor  of  Refused  or  Unclaimed 

Freight 

California.— Question:    We  occasionally  ship  carload  lots  of 
i    such   as  watermelons,  fresh   vegetables,  etc., 
from  vanous  points  of  origin,  billing  same  on  straight  bills  of 
lading   to  ourselves  as  consignees  at  East  Portland.  Ore.    We 
ave  no  representation  at  this  point  of  destination  in  our  name, 
merely  billing  to  that  point  as  a  matter  of !  convenience  to  our- 
selves In  diverting  cars  to  other  points  in  the  northwest.    Unde 

circumstances,  and  Inasmuch  as  there  is  no  conslgnej 
destination  by  the  name  to  whom  such  cars  are  billed  to  which 
fl£  railroad  could  send  their  usual  notices  of  arrival,  we  would 
Ike  to  have  you  advise  us  whether  or  not  the  carrier  may  be 
held  liable  because  they  did  not  notify  the  <***£*'**£ 
delivery  within  a  reasonable  time  after  arrival  In  other  mords 
the  carrier  could  not  notify  the  consignee,  for  there  was  at 
destination  billed,  no  such  consignee  to  accept  notice.  «•»»• 
absence  of  consignee  at  destination,  could  the  carrier  be  held 
responsible  for  damage,  caused  by  deterioration  during  nve  day. 
which  the  car  was  held  awaiting  disposition  the  shipper  not 
being  notified  that  the  car  had  arrived  at  destination? 

Answer:  Paragraph  2-A  of  section  E  of  the  National  Car 
Demurrage  Rules  provides  that,  when  unclaimed  perishable  car- 
loa™  fright  has  not  been  disposed  of  within  two  days  from  the 
first  7  a.  m.  after  the  day  on  which  notice  of  arrival  has 
sent  or  given  to  con.lgnee.  notice  to  that  effect  .hall  be -sent  by 
wire  to  con-lgnor.  when  known,  or.  when  not  known,  to  agent 
attaint  of  shipment,  who  shall  be  required  promptly  to  notif> 
th**  nhlpp**r,  if  known.  .  < 

nt'trt  •    havp    he- Id    th&t    A    CArrifcT    ffiUBt    CX61""t    r6ASOHftDlo 

efforts  to  Inform  the  consignor,  when  perishable  good.  »rere- 
fuMd  si :  de»tinatlon.  or  It  will  be  liable  for  Injury  to  the  goods. 
This  should  apply  to  unclaimed  goods  also. 

However    In  our  opinion,  s  more  satisfactory  method,  and 
one  more  fair  to  the  carrier.  In   the  handling  of  your  goods 
SrtTto  f«  you  to  place  recon.lgn.ng  >»V™ctl°°U%r  r£o" 
possible  with  the  carrier  at  point  of  origin  or  point  of  recw 
itgnment.  instead  of  waiting  for  notice  from  the  carrier  that  the 
car  Is  unclaimed  at  destination. 
Limitation  of  Liability-Agency  in  Making  Contract  wit) 

We    as  wholesalers  and  Jobbers,  r 
Included  three  items  not 


sa 

company  decline,  to  pay.  holding  that  the  extent  oftheli 

I.  value  declared  by  .hlpper.  who  was  In  reality  c 

count  title  to  property  passing  to  u»  at  time  shipment  wa.  d 


to  Intermediate  party  In  cas««  of  this  kind?      f  not    is  It  your 
opinion  that  the  position  of  the  «pre.s  company  ta 
with  the  law  making  them  liable  to  the  owner  /'  tb« 
transported   for  the  full  value  of  loss,  damage 
tained?    The  good,  were  .hipped  on  a  bona  fide 
shipper's  declared  ralne  and  our  value  a.  invoiced  t 

•^isE?:"™.  'courts,   in    genera,,  bold  I    that   one   who  .ha. 
authority  to  ship  goods  for  another  ha.  thereby 

as  Sira 


POSITIONS  WANTED  OR  OPE 


sss. 

nm   ch«rge.   IJUXO:   •^ 
the    lln«:    number-    «n 


U    wort 
,.rtl««m<>nU 


Chicago, 


POSITION    WANTED— By   awfTMjIve    yowilf   man    of 

-  r     I  rxffic     •-•«••»•»  •»*»*»1«***T'      "  •     .100110 


Eagle  "Mikado' 


•it    orlnclcl**    In    theory    •nd 

S^S^&S^K^^&P^St 


Pencil  No.174 

in  Fin  Gradei 


Jar  Length.  7  Inch*. 

EAGLE  PENCIL  COMPANY,  NEW  YORK 


CHICAGO 

Jos.  Stockton  Transfer  Co. 
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NEW     WAY 

Ute  the  1921  Model 

Edgar  Steel  Seals 

When  Shipping  C»rlo«di  of 

Automobiles,   Flour, 
Grain,  Steel,  Everything 

Anything  where  •  part  on  be  taken  out. 

Save  the  loaa. 

Prevent  the  neceaaity  of  claim*  by  elimi- 
nating the  temptation  to  cover  up  theft. 

Sand  full  ahipmenta  and  know 
they  will  (et  there 

The  Edgar  Steel  Seal  & 
Mfg.  Company, 


LAWRFNCE. 
KANSAS 


NEW  YORK  WATERFRONT 

STORAGE  AND  HANDLING  RATES  ARE  LOW. 
DON'T  LET  GENERALIZATIONS  TURN  YOU 
FROM  WAREHOUSING  MOST  ADVANTAGEOUS- 
LY WITH  US  IN  THE  WORLD'S  GREATEST  PORT. 

OBTAIN  UNQUESTIONED  FACILITIES:  CLEAN- 
DEPENDABLE—  STANDARDIZED  WAREHOUS- 
ING. SELECT  YOUR  WAREHOUSEMAN  AS  YOU 
WOULD  YOUR  OWN  BANKER. 

MERCHANDISE  STORAGE  CO.,  Inc. 


FOURTH  AVENUE  AND  SIXTH  STREET, 


BROOKLYN,  N.  Y. 


THREE  STAR  LINE 

(St6.  les  Affrfteurs  R6unis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangier*,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Office*:  23  Bridge  Street,  New  York 

(  lilc.ro  Anntt  M.  E.  KUnappcl,  142  So.  Clark  St. 

Philadelphia  Af.nt.  Earn  Lin.,  Bullltt  Build,,,, 
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2  Wall.  107;  Waldron  vs.  Fargo,  62  N.  E.  1077  (N.  Y.) ;  Donovan 
vs.  Wells,  177  S.  W.  839  (Mo.). 

Notice  of  Arrival  of  Shipments  at  Non-Agency  Stations 

Nebraska. — Question:  We  have  a  claim  similar  to  that  oC 
"Ohio"  as  described  in  your  issue  of  December  10,  1921,  in- 
volving a  shipment  unloaded  at  a  non-agency  station  in  Penn- 
sylvania. 

The  carrier  has  taken  the  stand  that  inasmuch  as  the  ship- 
ment was  billed  prepaid  and  destined  to  a  non-agency  station, 
after  being  unloaded  from  the  car,  a  shipment  is  entirely  at  the 
risk  of  the  owner. 

It  does  occur  to  us  that  the  law  in  several  instances  is  very 
lenient  toward  some  of  these  carriers.  After  they  have  made 
a  mental  reservation  of  their  liability,  they  sometimes  seem  to 
have  the  courts  at  their  mercy  as  well.  Why  does  not  the  law 
require  a  common  carrier  to  notify  the  consignee  at  a  non-agency 
point  of  the  arrival,  either  by  post  card  from  its  billing  agent,  or 
by  a  post  card  from  receiving  agent  handling  the  business  for 
the  non-agency? 

We  understand,  in  a  number  of  instances,  shipments  move 
so  irregularly  and  untimely  that  our  customer  could  not  be  at 
the  platform  every  time  awaiting  the  shipment,  when  he  was 
uncertain  of  its  arrival.  It  seems  to  us  that  it  should  be  the  duty 
of  the  carriers  to  inform  consignee  at  a  non-agency  point  when 
he  should  look  for  the  shipment. 

May  we  inquire  what  the  courts  have  decided  in  a  case  of 
this  kind  and  also  whether  or  not  we  can  recover  our  loss? 

Answer:  The  uniform  bill  of  lading  provides  that  property 
destined  to  a  station  at  which  there  is  no  regularly  appointed 
freight  agent  shall  be  entirely  at  risk  of  owner  after  it  is  un- 
loaded  from  cars. 

The  notice  of  arrival  which,  under  section  1  of  the  bill  of 
lading,  is  to  be  given,  pertains  particularly  to  shipments  con- 
signed to  stations  at  which  there  are  regularly  appointed  agents. 

However,  it  is  the  general  practice  for  the  agent  at  the 
station  which  has  charge  of  a  non-agency  station  to  send  notice 
of  arrival  to  the  consignees  located  at  non-agency  stations,  upon 
arrival  of  waybills  covering  shipments  consigned  to  such  non- 
agency  stations  at  the  agency  station.  This  may  or  may  not  be 
before  arrival  of  the  goods  at  the  prepay  station,  depending 
upon  whether  the  waybills  are  forwarded  by  the  train  which 
carries  the  freight  or  by  mail  prior  to  the  time  the  goods  leave 
point  of  origin. 

Inasmuch'  as  the  carrier's  liability  for  loss  of  shipment  con- 
signed to  non-agency  points  ceases,  after  shipments  .are  unloaded 
at  non-agency  stations,  and  that  notice  to  consignees  at  non- 
agency  stations  may  or  may  not  reach  the  consignee  prior  to 
the  delivery  of  the  shipment,  depending  upon  when  notice  is 
mailed  by  the  carrier,  the  carrier  cannot  be  held  responsible 
for  loss  of  shipment  at  non-agency  stations,  although  it  would 
seem  to  be  a  reasonable  requirement  that  carriers  give  con- 
signees notice  of  arrival  as  early  as  possible,  so  that  the  con- 
signee may  arrange  to  secure  his  freight  upon  arrival  or  as  soon 
thereafter  as  possible  in  order  to  minimize  the  chances  for  loss 
of  or  damage  to  such  shipments. 

See  Allam  vs.  Penn.  Co.,  38  A.  709,  for  a  discussion  of  the 
duty  of  carrier  with  respect  to  the  delivery  of  freight  at  non- 
agency  stations. 

Liability  of  Carrier  for  Damage  from    Freezing    Resulting   from 
Unreasonable   Delay 

Tennessee. — Question:  A  shipment  of  perishable  produce 
was  made  to  a  certain  point  which  should  have  reached  destina- 
tion the  following  day,  and  at  any  rate  been  ready  for  delivery 
the  third  day.  However,  the  shipment  was  delayed  four  days 
and  the  weather  turned  much  colder  and  the  shipment  was 
frozen. 

The  carriers  now  advance  the  argument  that,  although  the 
shipment  was  delayed,  that  they  are  not  liable  for  the  damage 
because  same  was  occasioned  by  freezing.  It  is  our  contention 
that  if  the  shipment  had  been  delivered  within  a  reasonable 
time  then  the  damage  would  not  have  occurred,  as  it  should 
have  been  in  the  hands  of  the  consignees  before  the  change  in 
temperature. 

Answer:  Notwithstanding  the  divergence  of  opinion  as  to 
whether  or  not  freezing  is  an  act  of  God  which  relieves  a  carrier 
from  liability,  it  has  been  held  that  the  carrier  must  not  con- 
tribute to  the  injury  by  any  negligent  act  of  its  own  and  a  carrier 
s  therefore  liable  for  injuries  to  vegetables  caused  by  freezing 
where  the  shipment  was  unreasonably  delayed  in  transit.  See 
McGraw  vs.  B.  &  O.,  41  Am.  Rep.  696  (W.  Va.) ;  Bivens  Bros  vs 
A.  C.  L.,  97  S.  E.  215  (N.  C.) ;  White  vs.  Ry.  Co.,  126  N.  W.  533 
(Minn.),  and  Young  vs.  Me.  Cent.,  93  A  48  (Me.). 

Consignee's  Right  to  Inspect  Goods 

New  York.— Question :  Referring  to  your  issue  of  December 
10,  1921,  In  reply  to  "Ohio"  regarding  liability  of  carrier  for 
loss  or  damage  after  arrival  at  non-agency  station. 

What  is  your  opinion  as  to  the  liability  of  a  carrier  where 
an  order  notify  bill  of  lading  was  issued  to  a  non-agency  station 
and  the  carrier  allowed  consignee  to  make  an  inspection  of  the 
property  before  surrender  of  such  document? 


Answer:  The  order  bill  of  lading  contains  a  provision  to 
the  effect  that  inspection  of  the  property  covered  thereby  will 
not  be  permitted,  unless  provided  by  law,  or  unless  permission 
is  indorsed  thereon  or  given  in  writing  by  the  shipper. 

As  a  general  rule,  in  the  case  of  an  executory  contract  of 
sale,  the  buyer  is  entitled  to  a  fair  opportunity  to  inspect  or 
examine  the  article  or  commodity  tendered  to  see  if  it  conforms 
to  the  contract  and,  if  it  does  not  do  so,  to  reject  it. 

It  is  the  general  rule  that  where  goods  are  ordered  of  a 
specific  quality,  which  the  seller  undertakes  to  deliver  to  a 
carrier  to  be  forwarded  to  the  buyer  at  a  distant  place,  the  right 
of  inspection,  in  the  absence  of  any  specific  provision  in  the 
contract,  continues  until  the  goods  are  received  and  accepted 
at  their  ultimate  destination;  in  such  a  case  the  carrier  is  not 
the  agent  of  the  buyer  to  accept  the  goods  as  corresponding 
with  the  contract,  although  he  may  be  his  agent  to  receive  and 
,  transport  them.  Assuming  that  the  title  vests  in  the  buyer  on 
delivery  to  the  carrier,  it  is  at  most,  as  between  the  parties,  as 
conditional  title,  subject  to  the  right  of  inspection  and  rejection 
on  arrival  at  the  point  of  destination  for  non-compliance  in 
quality,  etc.,  with  the  terms  of  the  contract. 

If  the  carrier  permits  an  inspection  of  the  goods  contrary 
to  its  undertaking,  as  expressed  in  the  order  bill  of  lading,  which 
causes  damage  to  the  freight,  the  carrier  apparently  may  be  held 
liable  in  damages. 

However,  unless  the  provision  in  the  bill  of  lading  may  be 
considered  a  part  of  the  contract  of  sale,  the  provision  is  of 
little  force  and  effect,  and  particularly  is  this  true  in  a  state 
where  by  law  the  purchaser  has  the  legal  right  to  inspect  the 
shipment  under  the  particular  contract  of  sale. 

Liability   of  Commission    Brokers  for   Undercharges 

Illinois. — Question:  A  car  of  lumber  is  consigned  to  a  broker 
or  wholesaler  at  a  reconsigning  point.  The  shipper  sends  a 
memorandum  of  contents  to  the  consignee,  with  instructions  to 
sell  the  shipment  on  consignment,  that  is,  dispose  of  it  at  best 
obtainable  price  and  attend  to  details  of  reconsignment  and  de- 
livery and  remit  proceeds  to  the  shipper  less  the  broker's  com- 
mission. 

The  broker  sells  the  car  and  reconsigns  same,  invoicing  it 
to  the  purchaser  under  the  broker's  name.  Freight  charges  are 
collected  from  purchaser  and  deducted  from  his  settlement  with 
broker,  who  in  turn  deducts  freight  charges  and  his  commission 
from  settlement  with  shipper.  Subsequently  a  bill  for  addi- 
tional freight  charges  is  presented,  which  the  purchaser  refers 
to  the  broker,  and  broker  advises  the  railroad  that  shipment 
was  handleed  by  him  on  a  consignment  basis  only,  and  addi- 
tional freight  should  be  collected  from  the  shipper. 

Is  the  broker  in  this  case  liable  for  the  uncollected  charges? 
We  understand  that  decisions  have  been  made  in  the  case  of 
produce  brokers  that  they  are  not  responsible  for  such  charges. 
We  ask  that  you  give  us  your  opinion  in  the  matter  and  cite 
court  or  Interstate  Commerce  Commission  rulings,  if  such  are 
available. 

A  point  in  connection  with  this  is  that  the  broker  in  ques- 
tion, in  giving  reconsigning  instructions,  advised  the  railroad 
that  he  is  handling  the  shipment  on  a  consignment  basis,  acting 
as  agent  for  the  shippers,  mentioning  them  by  name. 

Answer:  In  the  case  of  the  N.  Y.  C.  &  H.  R.  R.  R.  Co.  vs 
York  &  Whitney,  decided  by  the  Supreme  Court  of  the  United 
States  on  May  16,  1921,  the  court  held  that  a  commission  mer- 
chant was  liable  for  an  undercharge  in  freight  charges,  notwith- 
standing the  fact  that  the  carrier  had  notice  that  he  received 
the  goods  merely  in  the  capacity  of  a  factor  or  agent. 

Apparently,  under  this  decision,  you  can  be  required  to  pay 
the  undercharge. 

Shipper's  Load  and  Count 

Massachusetts. — Question:  In  regard  to  shortages  from 
shipper's  load  and  count  cars  which  arrive  at  destination  witU 
seals  intact,  is  it  possible  for  the  carrier  to  establish  a  precedent 
in  regard  to  a  particular  shipper  who,  on  a  certain  occasion,  had 
an  overcharge  in  such  a  car?  We  have  had  a  claim  declined  on 
the  basis  that  shipper  in  question  had  loaded  a  previous  car  which 
checked  over,  showing  positive  evidence  of  wrong  loading,  and 
the  argument  is  if  they  load  one  car  wrong  others  can  be  wrong 
and  cars  which  show  shortages  with  seals  intact  are  loaded  that 
way  by  this  shipper.  The  writer's  understanding  is  that  the 
records  of  one  car  have  nothing  to  do  with  records  of  another 
car,  and  the  facts  having  been  explained  to  the  shipper,  should 
he  persist  that  the  full  amount  was  loaded  in  the  car  on  which 
there  was  a  shortage  and  supports  his  statement  with  affidavits, 
that  the  transportation  company  should  settle  the  claim  on  its 
merits. 

Answer:  The  facts  regarding  the  loading  and  transporta- 
tion of  one  car  have  nothing  whatever  to  do  with  the  loss  of 
goods  from  another  car.  The  only  question  involved  is  whether 
as  to  this  particular  car,  the  amount  claimed  was  loaded  in  the 
car,  and  a  lesser  amount  was  received  at  destination,  the  burden 
being  upon  the  shipper  to  prove  this.  If  such  proof  is  made 
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Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

SIB  Diego.  Los  Angeles  Harbor,  San  Francisco. 

Portland.  Tacoma.  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  OSACE Second  half  January— From  the  Gulf 

SS  ALVARADO   .  .  .    Fir»t  half  February—      ••        "       " 
SS  NYANZA    .  .  .    Second  half  February—      "        "       " 

SS  OSAGE   .  .  Second  half  February— From  Pacific  Coast 

SS  ELDORADO  ....  Late  February— 

SS  NYANZA  .  .  Second  half  January—     "  *\        " 

•ad  <*)MT  hrfnrtneHnn  furnished  upon 


THE  STF.F.L.R  STEAMSHIP  LINES,  Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

SWAYNE  A  HOYT.  Inc. 
San  Francisco.  Call/. 


St««U  Bid, 

C»alv*sf  on.  "!"•(•• 


M  Bro.d  Si 
New  York 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Miuiuippi  Valley  and  Ohio  Valley  Point* 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

Wt  Solicit  Genera/  Cargo 
LIVERPOOL  and  MANCHESTER 

•41.  MAIDEN    CBEEK  DM  M*kll<  Fikrurr  lit 

SJL  CLAVAEACK ...  .    D..  Mofcll*  F.kr««ry   ITili 
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HKISTOI    (  II  \\NKI.  and   WEST  COAST 
«.».  AroUNDRIA  DM  M«Mk  Ffkrmrr  1*lk 

Waterman   Steamship   Corporation 

MOBILE,  ALABAMA 
Our  S«reic«  Backtd  by  18  Year*'  Experiencr 


The  Kansas  City  Southern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 


,..  .     

SULPHUR    SPRINGS 
CWSILOAM    SPRINGS 


PlCKEfVN 

LuoHttrofcl!  |_  o  UNKS  I  A  N  A 

-£-X\  Raton  Rou 


NORTHBOUND  TRAFFIC 

Kansas  City  Southern  short  line  from  all  points  on  its  line,  also 
from       NEW  ORLEANS,  HOUSTON,  GALVESTON 
all  points  East  Texas  and  Louisiana 

TO  KANSAS  CITY 

One  Through  Manifest  Train  from  Port  Arthur,  Beaumont  and 
Lake  Charles  each  day,  making  third  morning  delivery  in  Kan- 
sas City. 

Two  Through   Manifest   Trains  from   points    Shreveport   and 
north,  making  second  day  delivery  in  Kansas  City. 
We  are  the  largest  handlers  of 

RICE,  SUGAR,  COFFEE 

from  this  producing  territory  to  Kansas  City  and  points  beyond 
and  via  our  various  connections  south  of  Kansas  City  to  their  dis- 
tributing territory.  Special  attention  given  to  these  commodities. 

ROUTE  YOUR  TRAFFIC  CARE 
The  Kansas  City  Southern  Ry. 


H.  A.  WEAVER.  C.  F.  A. 
Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vlc.-Pr... 
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I  In-  burden  is  then  upon  the  carrier  to  prove  that  the  loss  did 
not  result  from  negligence  on  its  part. 

Liability    of   Telegraph    Company    for    Negligence    in    the    Trans- 
portation or  Delivery  of  Messages 

Michigan. — Question:  We  understand  that  the  Western 
I'n ion  Telegraph  Company,  in  compliance  with  the  Commission's 
order  in  the  case  of  limitation  of  liability  in  transmittng  tele- 
grams, 61  I.  C.  C.  No.  541,  filed  wth  the  Interstate  Commerce 
Commission  supplement  3  to  their  tariff  464,  effective  July  13, 
1921,  which  provides  in  part  as  follows:  "In  any  event  the 
company  shall  not  be  liable  for  damages,  mistakes  or  delays 
in  the  transmission  or  delivery  or  for  non-delivery  of  any  mes- 
sage received  for  the  transmission  at  the  unreceipted  message 
rate  beyond  the  sum  of  $500." 

On  June  29,  1921,  prior  to  the  filing  of  the  supplement  above 
referred  to,  the  Western  Union  made  an  error  in  transmitting 
an  interstate  message,  which  resulted  in  a  loss  to  us,  and  in 
filing  claim  to  recover  this  loss,  we  were  advised  by  the  Western 
Union  Telegraph  Company  that,  owing  to  the  Interstate  Com- 
merce decision  of  last  May,  they  cannot  settle  any  claims  in 
excess  of  their  liability,  which  in  this  case  is  the  amount  of 
the  tolls  paid  for  the  message.  What  we  wish  to  know  is  if 
it  is  true  that  prior  to  July  13,  1921,  if  the  Western  Union  Tele- 
graph Company  were  restricted  by  a  rule  of  the  Interstate  Com- 
merce Commission  against  paying  a  claim  which  is  directly  due 
to  the  negligence  on  the  part  of  their  employes. 

Answer:  Prior  to  its  compliance  with  the  Commission's 
order  in  Docket  11524,  61  I.  C.  C.  541,  the  liability  of  the  Western 
Union  Telegraph  Company  for  errors  or  delays  in  the  receipt, 
transmission  and  delivery  of  unrepeated  messages  was  limited 
to  the  amount  received  for  sending  the  same,  which  limitation 
was  found  not  to  be  unreasonable  or  otherwise  unlawful  by  the 
Commission  in  its  opinion  in  the  Unrepeated  Message  Case, 
Docket  8917,  44  I.  C.  C.  670. 

Furnishing  Cars — Minimum   Weights 

California. — Question:  A  shipment  made  some  time  during 
May,  1916,  consisted  of  cotton  waste  weighing  30,000  pounds 
and  was  offered  for  transportation  to  the  Pennsylvania  Railroad, 
the  shipper  requesting  a  car  of  sufficient  size  to  accommodate 
30,000  pounds  cotton  waste.  In  an  effort  to  furnish  this  equip- 
ment the  carrier  found  it  impossible  for  them  to  furnish  and  in 
turn  furnished  two  cars  for  their  own  convenience,  loading  one 
car  with  25,000  pounds  and  the  overflow  into  the  second  car. 

Upon  receipt  in  San  Francisco  of  the  25,000  pounds  car, 
carrier  assessed  minimum  of  30,000  pounds  on  this  car,  contend- 
ing that  the  tariff  minimum  in  effect  at  that  time  was  30,000 
pounds.  A  few  days  later  the  overflow  arrived  and  they  in  turn 
wanted  to  assess  us  on  overflow  at  carload  rate. 

It  is  the  writer's  opinion  that,  due  to  the  fact  that  two  cars 
were  furnished  before  shipping  for  carrier's  convenience,  actual 
tariff  minimum  at  the  carload  rate  should  have  been  protected 
on  the  two  cars,  irrespective  to  what  was  loaded  into  each  one 
of  them. 

Answer:  Where  there  is  a  uniform  minimum  for  cars  of 
all  lengths,  the  carrier  is  not  required  to  furnish  a  car  of  any 
specified  length,  but  is  under  the  duty  of  establishing  a  minimum 
weight  that  can  be  reasonably  loaded  into  a  car  of  the  size 
furnished.  Tull  &  Gibbs  vs.  N.  &  W.  Ry.  Co.,  55  I.  C.  C.  17. 

If,  however,  the  tariff  naming  the  rate  contained  a  two-for- 
one  rule  applicable  in  connection  therewith,  the  provisions 
thereof  govern,  provided  your  order  for  a  car  definitely  specified 
the  size  of  the  car  desired. 

Duty  of  Carrier  to   Notify  Consignor  of  Refused   or   Unclaimed 

Freight 

Wisconsin. — Question:  On  May  22,  1919,  we  forwarded  a 
shipment  of  rubber  repair  goods  to  a  consignee  in  Youngstown, 
0.,  which  shipment  checked  one  box  short  at  destination.  Claim 
was  filed  for  this  loss,  but  no  definite  action  could  be  obtained 
from  the  railroad  company  until  recently,  when  we  were  ad- 
vised that  this  case  had  been  found  over  at  Youngstown,  and 
forwarded  to  their  unclaimed  store  at  Cleveland,  O.,  where  It 
was  sold  on  November  12.  1919.  for  $4.25;  that  if  we  would 
amend  our  claim  accordingly,  settlement  would  be  made. 

We  do  not  feel  that  this  decision  is  just,  inasmuch  as  we,  as 
shippers,  were  never  notified  that  this  box  remained  on  hand 
unclaimed,  although  the  carrier  states  that  consignee  was  noti- 
fied on  three  different  occasions.  Kindly  advise  us  what  action 
to  take. 

Answer:  Under  the  storage  tariffs  a  carrier  is  required  to 
notify  the  shipper  of  refused  or  unclaimed  freight.  A  bailment 
of  goods  to  a  carrier  confers  no  power  to  sell.  The  contract 
relates  to  their  transportation  and  the  carrier  has  no  implied 
right  to  sell  them  under  ordinary  circumstances.  It  has  been 
held  that,  in  the  absence  of  a  statute  otherwise  providing,  it  is 
the  duty  of  a  carrier  to  notify  the  shipper  before  selling  the 
goods  where  it  is  practicable.  Ordinarily,  a  sale  without  such 
notice  to  the  shipper  will  constitute  conversion,  rendering  the 
carrier  liable  for  the  value  of  the  goods  as  in  other  cases  of 
conversion.  Va.,  etc.,  R.  Co.  vs.  Cox,  144  S.  W.  1196;  Chicago, 


etc     R.  C.  vs.  Cleaver,  106  S.  W.  720;   Dudley,  etc.,  vs.  Chicago, 
etc.,  R.  Co.,  58  W.  Va.  604,  52  S.  E.  718. 

The  carrier  should  therefore  pay  you  the  value  of  the  goods, 
retaining  the  amount  realized  from  the  sale  of  the  goods.  It 
a  voluntary  settlement  cannot  be  secured,  your  only  recourse  is 
to  file  suit. 

Ratification  of  Unauthorized  Delivery 

West  Virginia. — Question:  May  31,  1920,  we  shipped  to  a 
station,  which  we  shall  designate  "A,"  a  carload  of  lumber.  A 
few  days  later  we  requested  car  diverted  to  a  station  that  will 
be  termed  "B."  Diversion  instructions  were  not  followed  up 
by  us  and  it  was  supposed  car  had  been  diverted  to  "B,"  but 
consignee  at  "B"  stated  it  had  not.  Tracing  developed  that  car 
had  not  been  diverted,  instructions  being  received  too  late  to 
do  so,  and  shipment  arrived,  as  originally  billed,  at  "A."  This 
car  was  consigned  to  ourselves  and  agent  at  "A,"  through  error, 
delivered  car  to  another  consignee.  His  contention  was  that, 
inasmuch  as  we  had  in  the  past  shipped  several  cars  to  this 
particular  consignee,  all  consigned  to  ourselves  and  delivered  to 
consignee  on  written  order  for  each  car,  he  supposed  this  car 
was  to  be  handled  accordingly.  October  9,  1920,  car  was  reloaded 
at  "A"  and'  billed  to  "B."  In  the  meantime  the  market  had 
dropped  and  we  did  not  sell  because  of  the  low  price.  June  13, 
1921,  we  advised  the  carrier  full  circumstances,  stating  lumber 
would  be  sold  as  soon  as  reasonable  price  could  be  obtained,  and 
made  claim  for  the  difference,  owing  to  railroad  error  in  deliv- 
ering at  "A"  without  proper  instructions.  We  have  just  sold 
this  material  and  are  now  making  claim.  Is  this  claim  propel 
and  is  there  any  statute  that  would  bar  same? 

Answer:  Inasmuch  as  you  accepted  a  return  of  the  goods 
from  the  carrier  after  its  having  converted  the  goods  by  deliv- 
ering same  to  the  wrong  party,  you  could  recover  nominal  dam- 
ages only.  Rosenfield  vs.  Express  Co.,  20  F.  Cas.  No.  12,060. 

Furthermore,  as  the  uniform  bill  of  lading  provides  that 
claims  for  loss,  damage  or  injury  to  property  must  be  made  in 
writing  to  the  originating  or  delivering  carrier  within  six  months 
after  delivery  of  the  property,  or,  in  case  of  failure  to  make 
delivery,  then  within  six  months  after  a  reasonable  time  for 
delivery  has  elapsed,  your  failure  to  file  a  claim  or  notice  thereof 
within  the  stipulated  time  constitutes  a  defense  to  the  carrier. 

Wasting — Service  Covering  by  Charge  Therefor 

Ohio. — Question:  We  take  over  cinders  from  a  municipal 
corporation  for  disposal.  When  we  are  unable  to  dispose  of 
them  to  advantage  it  is  necessary  that  we  turn  the  cars  over 
to  the  carrier  in  this  city  for  wasting  purposes,  we  paying  the 
wasting  charge  of  69  cents,  in  accordance  with  Kelly's  I.  C.  C. 
770. 

It  seems  that  the  carriers  also  load  this  material  into  cars 
from  their  yards,  and  turn  them  over  to  our  competitors  free 
of  any  excess  charges  whatever.  It  is  necessary  for  us  to  pay 
the  switching  charge  on  the  cars  from  the  plant  where  the  cin- 
ders are  loaded  to  destination,  whereas  our  competitors  receive 
them  from  the  carriers  free,  on  their  own  line.  For  instance, 
if  they  are  delivered  on  the  line  loaded,  the  rate  is  42  cents  per 
ton,  or  delivered  to  a  connecting  line  56  cents  per  ton. 

The  wasting  charge,  as  we  understand,  according  to  tariff, 
covers  the  handling  of  the  material,  that,  is,  the  unloading  of 
the  cinders  by  the  carriers,  and  the  unloading  and  labor  is 
included  in  the  69  cents  per  ton.  If  the  carriers  see  fit  to  turn 
whatever  cinders  we  give  them  for  wasting  over  to  other  parties, 
it  should  prevent  the  carriers  from  charging  the  69  cents  wasting 
charge. 

We  would  like  to  find  out  if  the  carriers  could  not  be  com- 
pelled to  turn  the  cinders  over  for  wasting  and  not  to  one  of 
our  competitors  for  sale.  In  other  words,  our  competitors,  when 
they  receive  cinders  from  the  railroads  free,  can  sell  them  for 
any  cost  whatever,  whereas  we  are  compelled  to  pay  the  freight 
on  the  cars,  and  if  we  have  lo  give  the  cinders  away,  the  freight 
would  have  to  be  included,  regardless  of  what  disposition  was 
made  of  them. 

Our  contention  is  that  the  69  cents  per  ton  on  such  wasting 
is  illegal,  and  would  appreciate  if  you  will  kindly  advise  us  fully 
in  regard  to  the  matter. 

Answer:  As  we  understand  the  matter,  the  trouble  arises 
from  the  fact  that  even  though  under  your  contract,  you  pay 
nothing  for  the  cinders,  they  really  cost  you  something,  by  rea- 
son of  your  having  to  dispose  of  the  entire  output,  which  entails 
your  paying  the  carrier  for  wasting  the  cinders  you  cannot  sell, 
while,  at  the  same  time,  your  competitor  receives  at  the  place 
wanted,  free  of  cost  and  freight,  the  surplus  cinders  of  the  car- 
riers and  cinders  which  have  been  delivered  by  you  to  the  carrier 
for  wasting,  thereby  enabling  your  competitor  to  fill  orders  at  a 
lower  price  than  that  at  which  you  can  make  delivery,  as  well 
as  orders  which,  but  for  the  fact  that  the  cinders  turned  over 
by  you  to  the  carrier  for  wasting,  could  not  be  filled  by  your 
competitor,  thereby  depriving  you  of  possible  sales. 

Undoubtedly  the  carrier  in  delivering  the  cinders  to  your 
competitors  is  removing  them  from  the  premises  of  the  mu- 
nicipal corporation,  but  whether  it  is  wasting  them  within  the 
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Because  You  Are 
Vitally  Interested 


IN  THE 


General  Rate 
Inquiry  Hearings 

Which  Are  to  Be  Resumed  on 

JANUARY  11 

You  will  be  glad  to 
know  that  they  will 
be  promptly,  fully 
and  carefully  reported 


IN 


The  Daily  Traffic  World 

and  that  we  will  ac- 
cept your  trial  sub- 
scription to  this  ex- 
pedited service  for 
a  period  of  Thirty  or 
Sixty  Days. 

Samples  and  full  information  free 

The  Traffic  Service  Corporation 

418  South  Market 
CHICAGO,  ILL. 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation  Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia   and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boaton  Phila.  New  York 

8.8.  OHIO  AN      Jan.    7  Jan.  12 

8.8.  KENTl'CKIAN     Jan.  14  Jan.  19 

S.S.    FLORIDIAN    Jan.  21  Jan.  26 

8.8.  VIRGINIAN      Jan.  28  Feb.    2 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and   Philadelphia. 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  8.  PacUc  Coaat  Port*  to  the  Principal  Port*  of   the  United 

Kingdom     and     Continent — Direct     Forl- 

nightlr    Sailing! 


Joint  Service*  with 

Hamburg- American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

8.8.  OKEGOMAN     Jan.     7 

8.8.  tWUERTTFMBERG    Jan.  12 

8.8.  "MOt-NT   CLAY    Jan.  1» 

8.8.  tBAYERN     Jan.  26 

8.8.  'MOUNT    CARROLL     Feb.     2 

8.8.  tHANSA     Feb.     » 

•Carriea   third     !•>•   paaaengera. 

+  ('«bin    and    third-clau    pasaenrera 

LOADING  PIER  8«.  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN   AND  HAMBURG 

8.8.  TREM1BTO    (via   Baltimore) Jan.  21 

8.8.  OREGONIAN     (rla     Baltimore) Feb.  19 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.   i  I.UihSIUKc.     i  via     Baltimore    and    Norfolk) Jan.  S 

8.8.  CALLI8TO    (via    Baltimore   and    Norfolk)     Feb.     8 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CLARKSBURG    (via    Norfolk) Jan.  12 

8.8.  THEMI8TO Jan.  28 

8.8.  CALLI8TO    (via    Norfolk)    Feb.  18 

8.8.  OREGONIAN  Feb.  27 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CLARK8BUKG     .  Jan.  14 

8.8.  CALLI8TO     Feb.  18 

NEW  ORLEANS  TO   BREMEN  AND  HAMBURG 

8.8.  WE8TERWALD     Early    January 

8.8.  8ACH8ENWAI.D E.rty    February 

Throueh  bilU  of  lading  via   Hamburg  Isaued  to  all  Scandlnarian 
and  Baltic  Porta 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang.    Belawan-Deli.    Port    Swettenham.    Singapore.    Batarla. 
Samarang,    8oerabaya 

8.8.  WEST  CAMPCAW    Jan.  10 

loading    Pier    SI.    Poach    Terminal,    Clifton.    S.    I. 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

8.8.  WEST    CAMPGAW    Jan.  10 

L**4lnc    Pier    21,    Poach    Terminal.    Clifton.    8.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL   1«2* 
WESTERN   FREIGHT  OFFICE 

Chicago.    327    South    LaBalle   Street  Phone    Wabanh    4891 

BRANCH    OFFICES 

Boaton.  40   Central   Street  Phone    Fort    Hill    ."-i 

Philadelphia,   Bourse    Bldg.  I'hone    Lombard  7050 

l'i:t«hurgh.   Oliver  Bldg.  Phone   (ir.nl    7431-2 

GENERAL    PACIFIC    COAST    AGENTS 
William..   Dimond  *  Co..  II*  Saiuome  St..  Sao   Franri.r. 
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meaning  ol  K.-lly's  tariff.  so 
charge,  is  questionable. 

We  doubt  very  much  whether  the  carrit-r  may,  at  (lie  sug- 
gestion or  order  of  your  competitor,  transport  such  cinders  to 
ili«-  point  designated  by  that  party  free  of  charge,  for  the  reason 
that  that  party  has  thereby  requested  a  transportation  service 
from  the  carrier  (which  service  may  not  be  paid  for  in  the  form 
of  furnishing  a  place  for  the  carrier  to  dispose  of  the  cinders 
which  it  has  contracted  with  you  to  waste,  but  must  be  paid 
for  in  money,  the  only  thing  which  may  lawfully  be  accepted 
by  the  carrier  in  return  for  its  transportation  services),  but 
must,  on  the  contrary,  dispose  of  the  cinders  as  contemplated 
under  its  transportation  contract  entered  into  with  you,  by 
actually  wasting  them  at  some  convenient  point  on  its  line. 
Damages  —  Measure  of,  for  Delay  to  Seasonable  Goods 

Indiana.  —  Question:  We  recently  shipped  a  car  of  fertilizer 
to  a  party  in  Indiana,  specifying  a  certain  county,  but,  through 
error  of  the  carrier,  car  arrived  at  the  town  in  another  county. 
After  carrier  discovered  error  they  immediately  proceeded  to  de- 
liver car  at  the  proper  destination.  Considerable  delay  ensued 
before  car  finally  arrived  and,  due  to  delay,  shipment  arrived 
at  its  proper  destination  too  late  to  be  acceptable  account  of 
season  having  been  closed. 

However,  consignee  accepted  this  shipment,  which  was  en- 
tirely in  error,  as  he  should  have  rejected  it,  and  disposed  of 
four  tons,  shipment  having  consisted  of  thirty  tons.  He  un- 
loaded the  balance  and  drayed  it  to  a  warehouse  and  hence  was 
forced  to  store  the  goods  until  the  spring  season.  Of  course,  all 
concerned  have  suffered  damages,  but  the  question  in  my  mind 
is  the  extent  of  the  damage  and  what  we  should  be  entitled  to 
from  the  carrier. 

My  personal  opinion  is  we  are  entitled  to  the  drayage  charges 
plus  storage  charge  and  the  difference  between  the  price  of  the 
goods  last  year  as  against  this  spring  season,  which  will  be 
considerably  lower.  . 

Had  this  car  arrived  at  destination  in  due  time  without  all 
of  the  delay  of  24  or  26  days,  contents  would  have  been  dis- 
tributed right  from  car,  involving  no  drayage  whatsoever. 

Answer:  The  measure  of  damages  for  unreasonable  delay 
is  the  difference  between  the  value  of  the  good's  at  destination 
at  the  time  they  should  have  been  delivered  and  their  value  at 
the  same  place  at  the  time  they  actually  were  delivered.  This 
rule  of  damages,  under  the  decisions  of  the  court  in  Steinberg 
vs.  Erie  R.  'Co.,  172  N.  Y.  S.  921.  and  Bawer  vs.  Barrett,  171 
N.  Y.  S.  323,  applies  to  seasonable  goods,  and  therefore  the 
measure  of  your  damages  is  not  the  difference  between  the  mar- 
ket value  at  the  time  the  goods  should  have  arrived  and  the 
market  value  at  the  spring  season,  but  the  difference  at  the 
time  the  goods  should  have  arrived  and  their  value  at  the  time 
they  actually  arrived. 

In  W.  F.  &  N.  W.  Ry.  vs.  D.  Cowley  Co.,  172  Pac.  70,  it  is 
said: 

Whatever  damages  may  have  accrued  after  the  delivery  of  said 
merchandise  to  plaintiffs  by  reason  of  having  to  carry  over  said  Roods 
to  another  season,  are  too  remote,  and  cannot  he  recovered,  and  the 
court  committed  reversible  error  in  permitting  evidence  to  go  to.  the 
Jury  as  to  depreciation  of  the  value  of  the  merchandise  in  question  by 
carrying  them  over  to  another  season. 

Carload   vs.    Less-than-Carload    Service 

Pennsylvania.  —  Question:  Loading  gondola  with  a  machine 
weighing  4,000  pounds  which  could  not  be  loaded  in  a  box  car, 
bill  of  lading  was  not  marked  "less  than  carload,"  but  all  parts 
were  tagged  as  "all  less-carload"  shipments. 

Upon  presenting  the  bill  of  lading,  the  railroad  company 
were  told  that  same  was  less  than  carload  and,  we  think,  was 
so  billed.  Charges  were  collected  on  a  carload  basis  at  the 
other  end.  We  have  made  claim  for  the  difference  between  the 
flfth  class  and  the  sixth  class  rate,  but  the  railroad  company 
refuses  to  pay  claim,  based  according  to  rule  6,  section  2-B,  page 
4,  and  rule  15,  section  3,  of  Consolidated  Classification  book  No. 
2.  From  the  above  are  we  not  entitled  to  our  claim? 

Answer:  The  manner  in  which  a  shipment  is  tendered  to  a 
carrier  is  largely  determinative  of  whether,  the  carload  or  less- 
(han-carload  rate  should  be  applied  thereon,  and,  when  taken  in 
connection  with  the  marking  thereof,  unless  the  size  or  weight 
(hereof  makes  marking  unnecessary,  definitely  determines  the 
rate  to  be  applied. 

Based  upon  the  facts  submitted  by  you,  we  are  of  the  opinion 
l  hat  the  less-than-carload  rate  should  be  applied  on  the  shipment 
in  question,  as  it  seems  apparent  that  the  carrier  had  sufficient 
notice  of  the  fact  that  a  less-than-carload  and  not  carload  service 
was  desired. 


i 


Digest  of  New  Complaints 


GRAIN    DOOR    INVESTIGATION 

An  appropriation  of  $250,000  for  the  Interstate  Commerce 
Commission  to  use  in  investigating  and  testing  "existing  types 
of  inside  box  car  doors,  commonly  called  grain  doors,  for  the 
purpose  of  determining  whether  any  one  or  more  of  such  types 
is  reasonably  adequate  for  the  purposes  mentioned  in  this  act," 
would  be  provided  under  a  bill  (S.  2691)  introduced  by  Senator 
T^enroot  of  Wisconsin.  The  purposes  referred  to  are  given  as 
"conserving  food,  fuel  and  other  commodities  loaded  in  box 
cars.*1 


No.  13120,   Sub.   No.   7.     American   Fruit  Growers,  Inc.,   New  York  Di- 
vision, vs.   IVniiKx  Ivitnia. 

I'nlawful  charges  on  oranges  and  grape  fruit  from  Orlando.  Fla., 
to  New  York  City,  but  stopped  by  defendant  at  Jersey  City. 
N.  J.,  necessitating  the  complainant  hiring  trucks  to  complete 
the  transportation  contract  of  defendant.  Asks  refund  of  $624.45 
with  interest. 

No.  13171,  Sub.  No.  3.     Azuma  Bros.,  Inc.,  Seattle,  Wash.,  vs.  Oregon- 
Washington  K.  R.  &  N.  Co. 

Unjust  and  unreasonable  charges  for  unloading  and  handling 
shipments  of  steel  bars,  angles  and  channels  for  export  to  Kobe, 
Japan,  transshipped  at  Seattle.  Asks  reparation. 

No.   13171,   Sub.    No.   4.     Pacific   Coast   Steel   Co.,    Seattle,   Wash.,    vs. 
•  Same. 

Same  complaint  and  prayer  with  respect  to  shipments  of  steel 
bars. 

No.  13171,  Sub.  No.  5.     Foster  Glaspell.  Seattle.  Wash.,  vs.  Same. 

Same  complaint  and  prayer  with  respect  to  shipments  of  black 
pipe. 

No.    13336.     A.    L.    Derby,    Wichita,    Kan.,    vs.    Kansas    City    Southern 
et   al. 

Unjust  and  unreasonable  rates  on  six  race  horses  from  Clarks- 
ville,  Ark.,  to  Shreveport,  La.  Asks  reparation. 

No.  13347.     Armour  &  Co.,  Chicago,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  charges  on  four  carloads  of  frozen 
beef  livers  from  complainant's  various  packing  plants  to  Jersey 
City,  N.  J..  for  export,  because  they  exceeded  sum  total  of  through 
rates  applicable  from  points  of  shipment  to  New  York  Harbor, 
plus  an  added  charge  of  $2  per  car.  Asks  reparation. 

No.    13348.      Lee-Coit    Andreeson    Hardware    Co.,    Omaha,    Neb.,    vs. 
Director  General,  as  agent. 

Excessive,  unjust,  unreasonable  rate  of  81. 5c  on  children's  ve- 
hicles from  Janesville,  Wis.,  to  Omaha,  Neb.,  in  1919,  to  extent 
that  it  exceeded  56. 5c.  Asks  reparation. 

No.  13349.    The  David  Kaufman  &  Sons  Co.,  Bay  way,  N.  J.,  vs.  Cent- 
ral of  N.  J.  et  al. 

Against  a  rate  of  $1.82  per  gross  ton  on  scrap  iron  from  Arling- 
ton, S.  1..  N.  Y.,  to  Bayway,  N.  J.,  because  in  excess  of  subse- 
quently established  rate  of  $1.65.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.   13350.     Louis   Cohen   &    Son.,    Wilkes-Barre,   Pa.,   vs.    New   York 
Central  et  al. 

Unjust,  unreasonable,  preferential  and  prejudicial  6th  class  rate 
of  $6.30  per  gros  ton  on  scrap  iron  from  Newberry  Junction,  Pa., 
to  Holyoke,  Mass.,  because  it  exceeded  Philadelphia  &  Reading 
special  commodity  rate  of  $4.90  between  same  points.  Asks  cease 
and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.  13351.     Rolph  Mills  &  Co.,  San  Francisco,  Calif.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  gal- 
vanized iron  from  Niles,  O..  to  San  Francisco  for  export  to  Aus- 
tralia. Asks  reparation. 

No.   13352.     W.   P.   Fuller  &   Co.,   San   Francisco,    Calif.,   vs.   Southern 
Pacific. 

Unjust  and  unreasonable  rates  on  fuel  oil  between  San  Fran- 
cisco and  South  San  Francisco  in  the  six  months  following  federal 
control.  Asks  reparation. 

No.    13353.     American   Asphalt   Roof   Corporation    et   al.,    Kansas   City, 
Mo.,  vs.  A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  asphalt,  liquid  or  solid,  from  Beaumont,  Port  Ar- 
thur, Tex.,  and  points  in  that  vicinity,  and  New  Orleans,  Port 
Chalmette,  La.,  Gulfport,  Miss.,  Mobile,  Ala.,  and  points  in  that 
vicinity,  to  Kansas  City,  Mo.  Asks  for  finding  that  rate  from 
points  enumerated  to  Kansas  City  since  August  26,  1920,  should 
not  be  in  excess  of  31. 5c  and  reparation  to  that  basis,  and  that 
from  March  1,  1920.  up  to  August  26.  1920,  rate  should  not  have 
exceeded  24. 5c  and  reparation  to  that  basis. 

No.    13354.     Caldwell  Shipping  Co.,   San 'Francisco,   Calif.,   vs.   Director 
General,  as  agent. 

Unjust  and  unreasonable  charges  on  shipments  of  machinery 
from  Chicago  to  San  Francisco  for  export  to  Australia  because 
they  exceeded  those  which  would  have  accrued  had  the  shipments 
been  charged  for  at  the  L.  C.  L.  storage  rate  plus  incidental 
handling,  if  any.  Asks  reparation. 

No.  13355.     Northwestern  Traffic  and  Service  Bureau,  Inc.,  et  al.,  Min- 
neapolis, Minn.,  vs.  Central  Wisconsin  et.al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  and  unlawful  local  joint  and  proportional  rates 
on  soft  coal  from  Manitowoc  and  other  Wisconsin  points  to  des- 
tinations in  Wisconsin.  Minnesota.  Iowa.  North  and  South  Dakota 
and  Nebraska.  Asks  for  just,  reasonable  and  non-discriminatory 
rates  and  reparation. 

No.  13356.     Coppes  Brothers  &  Zook,  Napanee,  Ind.,  vs.  Director  Gen- 
eral, as  agent,  and  B.  &  O. 

Unjust  and  unreasonable  rates  on  logs  from  various  points  in 
Indiana  to  Napanee.  Ind.  Asks  reparation. 

No.   13357.     The  Barrett  Co.,  New  York  City.  vs.   Director  General,  as 
agent.  Erie  et  al. 

Unjust  and  unreasonable  rates  on  coal  tar  from  Seaboard,  N.  J., 
to  Undercliff.  N.  J.  Asks  reparation. 

No.  13358.     The  Lack  Redford  Elevator  Co..  Inc..  et  al..  Cairo,  III.,  vs. 
Director  General,  as  agent,  Yazoo  &  Mississippi  Valley  et  al. 

I'njust.  unreasonable,  unjustly  discriminatory  and  preferential 
rates  on  corn  from  Sturgis.  Morganfield.  Waverly  and  Paducah. 
Ky.,  to  New  Orleans,  for  export.  Asks  for  reparation  down  to  basis 
of  rate  in  effect  from  Evansville,  Ind. 

No.  13359.     Western  Carbon  Co.,  Quinton,  Okla.,  vs.   C.  B.  &  Q.  et  al. 
Unjust    and    unreasonable    rates    on    paper    bags    from    Cowley, 
Wyo..   to  Quinton.   Okla.     Asks  for  a   rate  not  in  excess  of  $1.661/4 
per  100  Ibs.  and  reparation  down  to  that  basis. 

No.  13360.     Moline  Oil  Co.,  Moline,  111.,  vs.  Director  General,  as  agent. 
Unjust  and  unreasonable   rates  on  fuel   oil  from   Group  3,   mid- 
continent  field,  to  Moline.  111.     Asks  reparation. 

No.   13361.     Jackson  &  Eastern  Ry.   Co.,   Meridian,   Miss.,  vs.  Alabama 
&  Vicksburg. 

Asks  for  an  order  from  Commission  requiring  a  physical  con- 
nection of  the  complainant  with  the  main  line  of  the  defendant 
at  a  point  near  to  and  east  of  the  Pearl  River  bridge  of  the  Ala- 
bama &  Vicksburg  in  Mississippi,  and  also  requiring  defendant  to 
permit  complainant  to  use  part  of  the  main  track  of  the  defendant 
rompany  and  that  the  Commission  fix  the  amount  of  compensation 
to  be  paid  by  complainant  for  the  use  of  defendant's  tracks. 

No.  13362.     The  Parkershurg  Rig  &  Reel  Go.,  Parkersburg,  W.  Va.,  vs. 
Philadelphia  &  Reading  et  al. 

Unjust   and   unreasonable   rates   on   fabricated  and   unfabricated 
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ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 


M..WI  AaMrica.  WmfciMn 


i  Au«Ubwi  u4  AiMncaa  CWin  W  W 


B.  R.  &  P.  WAREHOUSE,  Inc. 


MUSKOGEE,  OKLA.  I 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  Houte  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

9M.MC  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1KB 

General   Transfer  and   Storage  Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Beat  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICESi 
Laredo,  Texaa  El  Pato,  Texas  Eagle  Pa«i,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Nefras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Wrtlm    ul  for   fall  particular*   and  rtqutst 
m  copy   of  our  trtipptng  instruction*. 


m  ir  4  L   S   GOVERNMENT  lONDF.n  »»«EH(HSES 


PORT  OF  NEW  ORLEANS,  U.  S.  A. 

GENERAL  STORAGE,  DISTRIBUTING,  RECONSIGNING 

Forwarding  Department  for  handling  EXPORT  &  IMPORT  Shipments 
Traffic  Department  to  Co-operate  in  Freight  Distribution 

For  "SERVICE"  write  or  wire 

APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MACID,  Praidant 
South  P»t«r«.  Thalia,  South  Front  and  Erato  Sir.. I. 


San  Francisco  Warehouse  Co.,  san6F2rancisco, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 


Merchandise 

STORAGE 
DISTRIBUTION 

North  Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 
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plates  and  sheets  from  producing  points  In  the  east  to  points  in 
California  and  Montana.  Asks  just  and  reasonable  rates  and 
reparation. 

No.  13363.     Henderson  Lumber  Co..  Pittsburgh,  Pa.,  vs.  Director  Gen- 
eral as  agent. 

I'M  just,    unreasonable    and    unlawful    rates    on    mine    ties    from 
Port  Matilda.  Pa.,  to  River  Valley,  Pa.    Asks  reparation. 
No.  13364.    Rio  Grande  Oil  Co..  El  Paso.  Tex.,  vs.  Director  •General,  as 
•MBt 

Unjust  and  unreasonable  rate  on  crude  petroleum  from  Lorex, 
I>a..  to  IOI  Paso.  Tex.  Asks  reparation. 

No.   13365.     Roquemore  Gravel  Co.,   Montgomery,  Ala.,   vs.  Atlanta  & 
\\V.st    Point  et  al. 

Unjust  and  unreasonable  rates  on  gravel  and  sand  from  Mont- 
gomery.   Ala.,    to    LaGrange.    Ga.      Asks   cease    and    desist    order. 
r.-ite  not  to  exceed  90  cents  per  ton  of  2.000  Ibs..  and  reparation. 
No.  13367.     The  Board  of  Commerce,  Inc.,  of  Lockport,  New  York,  vs. 
New  York  Central  et  al. 

Unjust  and  unreasonable  joint  rates  by  reason  of  the  failure 
tof  the  New  York  Central  and  the  Erie  to  interchange  traffic  with 
the  electrically-operated  International  Railway  in  that  part  of 
Lockport.  X.  Y.,  kno\yn  as  "Lower  Town,"  where  there  is  actual 
physical  connection,  instead  of  at  North  Tonawanda.  Asks  for 
joint  rates  from  Lower  Town,  Lockport,  providing  for  interchange 
of  traffic,  where  physical  connection  exists  instead  of  at  North 
Tonawanda. 
No.  13368.  Armour  &  Co..  Chicago,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  empty  tin  cans  from  Cragin, 
III.,  to  Bloomer,  Wis.  Asks  for  reparation  down  to  rate  in  effect 
to  Chetek,  Wis.,  a  more  distant  point. 

No.   13369.     International   Paper   Co.,    New   York,   N.   Y.,   vs.   Director 
General,  as  agent,  ct  al. 

Unjust  and  unreasonable  rates  on  pulpwood  from  Racquette 
Lake.  N.  Y.,  to  Corinth,  N.  Y.,  because  combination  rates  were 
assessed.  Asks  for  reparation  down  to  basis  of  through  rate 
subsequently  established. 

Mo.   13370.     The  Clay  Products  Co.,  Brazil,  Ind.,  vs.  Director  General, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  clay  from  Carbon,  Ind.,  to  Brazil, 
Ind.  Asks  reparation  down  to  basis  of  subsequently  established 
rate. 

No.    13371.     WashburB-Crosby    Co.,    Minneapolis,    Minn.,    vs.    Director 
General,  as  agent. 

Unjust,  unreasonable  rates  on  flour  and  other  grain  products  from 
Buffalo.  N.  Y..  to  points  in  New  England  and  New  York  state. 
Asks  for  reparation  down  to  basis  of  2c  over  Buffalo-New  York 
rate.  • 

No.   13372.     Independent  Elevator  Co.,  Galloway,  Minn.,  vs.  M.   St.   P. 
&  S.  Ste.  M. 

Unjust,  unreasonable,  unjustly  discriminatory,  unjustly  prefer- 
ential or  prejudicial  and  otherwise  unlawful  charges  on  soft  coal 
from  Duluth.  Minn.,  to  Detroit,  Minn.,  diverted  to  Galloway,  Minn. 
Asks  for  just  and  reasonable  rates  and  reparation 

No.   13373.     Rolph   Mills   &   Co.,   San  Francisco,   vs.   Director  General, 
as  agent. 

Unjust   and   unreasonable   rates   on   steel   from   Indiana   Harbor 
Ind.,  to  S'an  Francisco  for  export  to  Australia.     Asks  reparation. 
No.    13374.      Cascade  Timber  Co.    et  al.,   Taeoma,   Wash.,   vs.   Director 
General,  as  agent.  C.  M.  &  St.  P.  et  al. 

Unjust,  unreasonable  and  excessive  rates  on  multiple  car  ship- 
ments of  cedar  poles  and  piling  from  points  of  origin  in  Washing- 
ton to  destinations  in  Idaho.    Asks  for  rates  no  higher  than  those 
applied  to  fir  lumber  and  reparation. 
No.  13375.     Toledo  Produce  Exchange,  Toledo,  O.,  vs.  Ann  Arbor  et  al 

Unjust,  unreasonable,  discriminatory  and  preferential  switching 
charges  at  Toledo,  O.  Asks  cease  and  desist  order  and  that 
defendants  be  required  to  apply  to  the  transiting  and  milling  in 
transit  of  commodities  of  complainant's  members  reasonable  just 
and  non-prejudicial  rates,  rules,  charges  and  practices  and  repara- 
tion. 
No.  13376.  Grayson-Owen  Co..  Oakland,  Calif.,  vs.  Southern  Pacific 

Unjust,  unreasonable,  unauthorized  and  illegal  charges  on  ship- 
ments of  cattle  from  points  in  Nevada,  Oregon  and  California  to 
Stock  Yards.  Calif.  Asks  reparation. 

No.    13377.     David   Lupton's  Sons   Co.,   Philadelphia,   Pa.,   vs    Pennsyl- 
vania. 

T>JJ,nJJlls,tV,unreasonahIe    and    discriminatory    switching    rates    in 
Jelphia,    Pa.     Asks    cease    and    desist    order   and   reasonable 

No.   13378.     The  Lakewood  Engineering  Co.,   Cleveland,   O.,   vs.   B.   & 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  iron  and  steel  rails  from  Cleveland,  O.,  to  Goshen 
unction.  Calif.,  and  reconsigned  to  Ring,   Calif.     Asks  cease  and 
M      «£3  or~£r-  1"stj>nd  reasonable  rates  and  reparation. 
No.  13379.     The  Southern  Poultry  &  Egg  Shippers'  Association  et  al 
vs.   Alabama  &   Mississippi   et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prejudicial 
and    preferential   rates   and    ratings    on   live   poultry   in    Southern 
>ification   territory.     Asks   for  Just  and   reasonable   rates  and 
reparation. 

No.  13380.    Republic  Coal  Co.,  Minneapolis,  Minn.,  vs.  C.  B.  &  Q    et  al 

ist,  unreasonable,   unjustly  discriminatory  and  unduly  pref- 

'rcntial   and   prejudicial  rates  on   soft  coal   from  West   Frankfort 

re  n ration         sse>  Wls'     Asks  for  -lust  and   reasonable  rates  and 

No.  13381.    Wilson-Toomer  Fertilizer  Co.,  Jacksonville,  Fla.,  vs   Direc- 
tor General,  as  agent. 

Unjust,  unreasonable  and  unduly  preferential  and  prejudicial 
™te  nn  «,,inh,lric  acid  from  Maconi  Ga-j  to  jacksonville,  Fla.  Asks 


No.   13382.     William   M.   Payne,   doing  business  under  name  of  W.   M. 

IB  &  Co.,  Chicago,  111.,  vs.  American  Railway  Express  Co 
ii  and  unreasonable  rates  on  fish  from  Selkirk,  Manitoba, 

w,,  S'3«i  aV°»,po    ,tsjn  the  United  States.     Asks  for  reparation. 
No.  r1,f383.^  Xational  Retail  Coal  Merchants'  Association,  Philadelphia, 

Unjust,   unreasonable,  unjustly  discriminatory,  unduly  preferen- 
la    and  otherwise  unlawful  and  illegal  rates,  charges,  rules?  re|S- 
nH   ™f?"d  p,ract'cea  relating  to  weighing  and  reweighing  of  hlrd 
and   soft  coal  and  coke.     Asks  for  just,   reasonable  and   non-dis- 
criminatory  rates,   rules,   regulations,   charges  and  practices. 

PETITION  FOR  EXTENSION 

The  Southern  Railway  System  has  filed  a  petition  for  itself 
1  on  behalf  of  other  defendant  carriers  in  Nos.  10867    Cham- 
ber of  Commerce,  Montgomery,  Ala.,  et  al.  vs.  Atlanta  &  West 
Point   et  al..   and   10890,   Dothan   Chamber   of  Commerce   et   al 
Same,  asking  that  the  effective   date  of  the  Commission's 
rder  entered  in  those  cases  be  extended  until  April  1    1922 


DIFFERENTIAL  PASSENGER  FARES 

The  Traffic   World    Washington  Bureau 

The  pre-war  scheme  for  bringing  about  what  used  to  be 
called  an  equitable  distribution  of  passenger  business  between 
lines  serving  New  York  and  Chicago  was  restored  January  1. 
All  the  lines  other  than  the  Pennsylvania  and  the  New  York 
Central  are  now  differential  lines,  -  including  the  Delaware, 
Lackawanna  &  Western.  The  Commission  disregarded  the  pro- 
test of  the  New  York  Central  and  allowed  the  tariffs,  which  re- 
stored the  differential  basis,  notwithstanding  the  showing  made 
by  the  New  York  Central  as  to  the  prosperity  of  the  Lackawanna, 
which  showing  was  intended  to  disclose  what  it  considered  the 
ludicrousness  of  a  fare  scheme  which  classified  the  Lackawanna 
as  a  "weak"  line  needing  the  benefit  of  a  lower  fare  to  induce 
passengers  to  use  its  rails. 

In  support  of  their  application  the  differential  lines  showed 
that,  before  federal  control,  about  one-fourth  of  the  passenger 
business  between  the  two  cities,  and,  of  course,  from  beyond 
Chicago,  used  the  differential  rails.  The  other  three-fourths  used 
the  rails  of  the  so-called  standard  lines.  When  the  application 
for  the  reestablishment  of  the  differential  basis  was  made,  the 
differential  roads  said  they  were  getting  not  more  than  one-third 
of  the  amount  of  business  they  had  before  the  war  and  on  that 
showing  they  persuaded  the  Commission  to  let  their  tariffs  go 
into  operation.  The  decision,  however,  was  not  definite  and 
certain  until  the  last  minute.  The  division  which  handled  the 
subject  made  a  tentative  disposition  of  the  matter  compara- 
tively early  December  31,  but  later  in  the  day  took  it  up  again. 
No  formal  announcement  was  made  on  the  subject.  It  is  not 
the  custom  of  the  Commission  to  announce  that  it  has  voted  not 
to  suspend.  Sometimes  it  votes  to  suspend  but  makes  no  an- 
nouncement, so  far  as  the  public  is  concerned,  until  after  the 
effective  date  of  the  tariffs,  contenting  itself  with  serving  notice 
on  the  carriers  that  it  has  voted  to  suspend,  its  care  being  to 
have  such  notice  reach  the  offices  of  statutory  agents  before  mid- 
night of  the  day  prior  to  the  effective  date,  even  if  the  notice 
arrives  at  their  offices  after  they  have  closed  them. 

No  question  has  ever  been  raised  as  to  the  sufficiency  of 
such  notice,  the  carriers  taking  it  for  granted  that  nothing 
would  be  gained  by  raising  objection,  because  the  Commission 
could  attain  the  same  end  by  instituting  an  inquiry  and  con- 
demning the  rates  as  unreasonable. 

So  far  as  known,  all  the  differential  lines  put  into  effect 
the  reduced  fares  provided  for  in  the  tariffs  under  considera- 
tion at  the  close  of  the  last  business  day  of  1921,  and  there  can, 
therefore,  be  no  question  about  the  legality  of  the  lowered  pas- 
senger fares. 

The  question  of  passenger  fares  has  been  under  considera- 
tion by  traffic  officials  for  a  long  time.  The  younger  ones  are 
inclined  to  the '  view  that  fares  are  too  high.  They  take  par- 
ticular note  of  the  surcharge  for  passengers  using  parlor  and 
sleeping  cars,  but  thus  far  the  older  and  more  experienced  men 
have  been  able  to  prevent  reductions,  except  the  re-establish- 
ment of  the  differential  basis,  either  in  the  basic  fare  of  3.6 
cents  per  mile  or  the  surcharge.  The  Pullman  company  has 
opposed  the  surcharge,  taking  pains  to  let  the  passenger  know 
that  it  is  collecting  the  surcharge,  not  for  itself,  but  for  the 
transportation  company,  the  information  being  conveyed  by 
means  of  language  setting  forth  that  the  surcharge  was  being 
collected  by  it  for  the  benefit  of  the  railroad  and  not  for  the 
benefit  of  the  Pullman  company. 

On  account  of  the  10  per  cent  reduction  on  the  whole  agri- 
cultural list  and  the  heavier  cuts  on  grain,  grain  products,  hay 
and  straw  in  the  west,  which  became  effective  January  1,  it  is 
believed  a  certainty  that  the  higher  executives  will  set  stern 
faces  against  arguments  on  the  part  of  passenger  traffic  men 
to  show  that  better  business  would  result  from  a  reduction  in 
the  basic  rate,  or  through  the  reduction,  if  not  the  entire  elim- 
ination, of  the  surcharge.  They  are  convinced  that  the  reduc- 
tions in  freight  rates  will  be  followed  by  reductions  instead  of 
increases  in  the  revenues. 

Passenger  men  for  several  years  have  been  in  the  back- 
ground for  the  reason  that  practically  every  commissioner  and 
an  overwhelming  number  of  railroad  officials  have  subscribed 
to  the  doctrine  that  the  passenger  business,  except  in  a  few 
spots  in  the  east,  is  a  losing  business,  especially  that  business 
which  is  carried  in  fast  trains  composed  of  heavy  and  expenive 
equipment.  They  have  not  been  content  to  be  crowded  off  the 
right  of  way,  so  to  speak.  It  is  believed  they  will  take  heart 
from  the  fact  that  the  Commission  allowed  the  restoration  of 
the  differential  basis  and  conclude  that  they  may  "come  back" 
and  again  hold  the  important  places  they  once  held  in  railroad 
organizations. 


G.  &   N.   W.    BONDS 

The  Gainesville  &  Northwestern  has  been  authorized  to 
issue  $75,000  of  its  first  mortgage  bonds,  G  -per  cent,  payable  in 
five  years,  and  to  pledge  them  with  the  secretary  of  the  treas- 
ury for  a  loan  under  section  210.  The  (proceeds  of  the  loan  are 
to  be  used  in  paying  off  part  of  a  debt  amounting  to  $108,071. 
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Mwettuy  Sailing  to  Principal  Port* 

We*  Coaat,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailing! 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Port* 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Sid*  Ports 

Ftr  urtialmn  tffh 

«04-lt  Queen  fc  Creaccnt  Bldf ..  New  Oriagua.  La. 

New  York  Ofict:  It  Harare*  St.       Chkaco  OOoc:  •«•  Ifwqaette  Bkl(. 
Cable  Address:  "OritUHMp" 


New  Orleans   &. 
South.    American  S.S.  Co. 

INC  OR FOR AT EO 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


NEW  YORK 
BALTIMOR* 

MONTREAL 

BOSTDN 

ANTWERF 
HAMBURG 
MEOrTERRANTAN 
LIVER-OOL 
SOUTH  AMfTON 
LEVANT 
ief  tM**rt  freight  SMfmt 
OFFICES.  Csjgaar*!  ••!! 
ased  Randolph  S«a. 

PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 
GLASGOW 
HAVRE 
ROTTERDAM 
DANZIG 

nf«  Solicit  fj 

dim.  CHICAGO 

Telephone  Central  2OSO 

QUEENS!  OWN 
PLYMOUTH 
LONDON 
LONDONDERRY 
CHERBOURG 

/ma.rl  a 
COMPANY'S 

S.  W.  Co».  D~rborn 

World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINK          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Galvi'ston 


London 
Liverpool 
Manchester 
Glasgow 


TO 

Avonmouth 
Southampton 
Antwerp 
Hamburg 


Brunswick 


Danrig 
Gibraltar 
Genoa 
Naples 


Australia 
Tasmania 
New  Zealai  d 


International  Mercant  le  Marine  Co. 

A.  C.  F.tterolf.  Freight  Traffic  Manager 

J.O.  Rath.  Ges.  Western  Freight  Aft.       T.  0.   Marti. .  N.  W.  Freight  Agt. 
"•""Ini-1  ,9*"*    8trMt'  Metropolitan     Lite    Building. 

Chicago.    Illinois.  Minneapolis.    Minn. 

S.    J.    McDonnell.    Southwestern     Freight    Agent, 
1 101     Locust    Street.    St.    Lculs.     Mo. 

Ofllcei 

New  Vert.  II  Broadway  New    Orleans.     Hlbernla    Bank    Bldg. 

Galvciton.    Cotton    Exchange   Bldg 
Norfolk.  Flatlron  Bldg. 
Houston.    Cotton    EkiMAnge    Bldg. 
Mobile.     Ala..     Mobile    Liners. 


Boitoa.    14   (tat*   St. 
Montreal.     Mfblll     Bldf. 
Philadelphia,     boon..     Bldg. 
Baltimore.     Chamoer    ul     Cuamere* 
Toronto.    !HM    Rr>el    Bank    Bldg. 


Portland.     Ma..     I     H.dla    ftreet. 


"Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia,  Baltimore 


AND 


Los  Angeles.  San  Francisco 

Portland.  Astoria. 
Seattle  and  Tacoma 

Thru  bill,  of  ledine.  ieeued  to  San   Di.ro.  Oakland,  Stockton  and 
ramento.  California  |  Hawaiian  and  Far  Eaet  Port.) 


Sacra 


. 
Grave  Harbor  end   Puret  Sound,  Waah. 


For  Ralae.  Date,  of  Sailing;  and  other  information  apply  la 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 


Baltimore.  Md. 

M  South  Street 
And  . 


Telephone.   Bowling  Green   7}M 

Philadelphia,  Pa. 
Dr.a.1  Buildln« 


Pittsburgh,  Pa. 
Oliver  Bulldlnf 


Branch  Ofncea  in  Loe  Anrelee.  San  Fra 
Portland.  Seattle  and  Tacoma 


ncieco, 


Pacific  Mail  Steamship  Co. 

PASSENGER  AND  FREIGHT  SERVICES 


SAN  FRANCISCO-NEW  YORK  SERVICE 

VI.   Panam*  C.natl  and  Havana 
Direct  Paaacng.r  and    Empreaa*Fr.if ht  Service  between  San  Francisco, 

Loa  Angrlee  and  New  York 

Calling   at    Manzanillo.    Mexico,   San  Joee  de  Guatemala.    Acajutla,  La 

Libcrtad,  Salvador,   Balboa  and  Crietobal,  Canal   Zone, 

Havana,  Baltimore  and  Norfolk 

5.5.   Colombia  sails  from  Baltimore  January  12th 

Thereafter  future  eallinra  from  New  York) 

5.5.  Venezuela  sails  from  New  York  February  8th 

5.5.  Ecuador  sails  from  San  Francisco  January  2t)th 

and  approximately  every  18  daya  thereafter 
All  Naw  York  -Sailing!  from  Pier  33,  Atlantic  Terminal,  Brooklyn 

PANAMA  SERVICE 

San  Francieco  to  Mexico,  Central  America  and  Canal  Zone 
Sailings  approximately  every  twenty-two  days 

Genrral  Office*:  508  California  Street,  San  Francitco 

1U  Hanover  Square,  N.  Y.  Continental   Building.   Baltimore 

440  Merchant.  National   Bank  Building,  Loa  Anajelaa 


"The  Sunshine  Belt  to  the  Orient" 

San  Franclaco  to  Honolulu,  Yokohama,   Kobe,  Shanghai, 
Manila,  Honrkonf 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  21,  100-ton  displacement.  17! -j-knot.  steamers:  5.5. 
Golden  State  (January  14th);  5.  5.  Empire  State  (February 
7th);  5.  5.  Hootier  State  (March  4th). 

MANILA-EAST  INDIA  SERVICE 

San  Franc. *co  direct  to  India,  calling  at  Honolulu,  Manila, 
Singapore,  Colombo,  Calcutta 

PaMenger  and  Freight  sailings  by  new  and  commodious  U.  S. 
Shipping  Board  steamers:  5.  5.  Wolverine  State  (January 
19th);  5.  5.  Creole  State;  S.  5.  Granite  State. 

Through  bill*  of  lading  intued  to  and  from  point*  b+yond  port*  of  call 
For  r»t>*  and  other  ioformatioD  apply  to  any  railroad  or  tourut  agency,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

508  California  St.,  San  Fr*nci»co 

10  Hanover  Squar*.   N.  Y.  Continental   Building.    Baltimore, 

440  Merchant!  National  Bank  Building.  Lo>  Angelas 

Managing  Agent.ii  U.  S.  Shipping  Board 
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BILL  OF  LADING  ORDER  CHANGE 

The  Traffic   World   Washington  Bureau 

Official  Classification  railroads  have  asked  the  Commission  to 
modify  its  order  in  No.  4844,  the  domestic  bill  of  lading  and  live 
stock  contract  case,  by  eliminating  words  which  H.  Wolfe  Bikle, 
Clyde  Brown,  F.  A.  Farmham,  Theodore  W.  Reath,  H.  A.  Taylor 
and  R.  N.  Collyer,  the  committee  in  charge  of  the  matter  for 
the  applicant  roads,  claim  make  uncertain  the  liabilty  of  the 
consignee  for  the  charges  on  goods  accepted  by  him.  They  also 
asked  for  the  elimination  of  the  word,  "duplicate,"  from  the 
description  applied  to  domestic  bills  of  lading  and  the  inclusion 
of  that  word  on  the  live  stock  contract.  They  claim  the  use 
of  the  word  duplicate  in  connection  with  the  word  original  on 
the  domestic  bill  destroys  its  negotiability  at  banks.  They 
assert  that  the  live  stock  contract,  not  being  used  as  a  nego- 
tiable instrument,  may  properly  be  designated  as  a  duplicate 
original,  so  as  to  show  that  the  document  held  by  the  consignor 
is  of  equal  weight  with  the  one  sent  to  the  consignee. 

So  as  to  make  certain  of  the  consignee's  liability,  the  Official 
Classification  Committee  asks  that  at  the  beginning  of  section  7 
of  the  terms  and  conditions  of  the  dometsic  bill  and  at  the  be- 
ginning of  section  3  of  the  live  stock  contract,  the  Commission 
insert  the  words,  "The  owner  or  consignee  shall  pay  the  freight 
and  average,  if  any,  and  all  other  lawful  charges  accruing  on 
said  property." 

In  support  of  their  application  the  members  of  the  com- 
mittee assert  that  there  is  no  testimony  in  the  record  to  show 
any  warrant  for  the  commission  changing  the  language  hereto- 
fore used  in  the  domestic  bill  and  in  the  live  stock  contract. 
They  make  a  like  assertion  with  regard  to  the  word  "duplicate" 
as  used  by  the  Commission  in  the  form  of  domestic  bill  of  lading 
prescribed  by  it.  » 

FROZEN  STATE  RATES 

The  Traffic  World  Washington  Bureau 

Comment  with  respect  to  the  contention  of  the  railroads 
before  the  Senate  interstate  commerce  committee  that  if  any 
state  rates  were  "frozen,"  as  charged  by  the  state  commissions, 
it  was  the  fault  of  the  state  commissions  themselves,  is  made 
by  John  E.  Benton,  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  in  the  following  bulle- 
tin to  members  relative  to  the  filing  of  a  motion  by  the  Texas 
commission  -for  vacation  of  the  Commission's  order  in  the 
Shreveport  case: 

In  the  several  cases  which,  consolidated,  have  come  to  be  known 
as  the  Shreveport  case,  the  Texas  Commission  has  filed  a  motion 
asking  the  federal  commission  to  vacate  its  order.  It  is  under  the 
order  in  this  case,  instead  of  Texas  rates  and  fares,  that  mtrastate 
freight  rates  in  1'exas  generally  were  advanced.  As  it  now  stands,  it 
provides  that  it  shall  continue  in  force  "until  the  further  order  of  the 
Commission."  The  purpose  of  the  motion  for  its  revocation  is  to 
enable  the  Texas  Commission  to  function  with  respect  to  intrastate 
freight  rates. 

In  the  hearing  on  amendments  to  the  transportation  act  before 
the  Senate  committee,  representatives  of  state  commissions  have 
.  called  the  attention  of  Congress  forcibly  to  the  intolerable  situation 
which  has  been  produced  by  federal  orders,  which  have  removed 
whole  bodies  of  intrastate  freight  rates  beyond  the  reach  of  state 
authorities,  and  yet  have  not  subjected  them,  so  far  as  their  reason- 
ableness is  concerned,  to  the  federal  commission.  It  was  pointed  out 
that  such  orders  had  frozen  the  rates  in  the  states  affected,  by 
placing  them  beyond  the  reach  of  any  regulating  body,  "until  further 
order  of  the  Commission." 

Considerable  time  was  taken  by  carriers'  counsel,  in  their  turn, 
to  argue  that  the  frozen  situations  pointed  out  had  resulted,  not  from 
any  fault  of  the  law.  but  by  reason  of  the  perversity  of  the  state 
commissions,  and  that  immediately  a  state  would  assure  the  federal 
commission  that  it  would  not  disturb  the  result  aimed  at  by  the 
federal  order,  that  commission  would  revoke  the  order,  and  the  rates 
•would  no  longer  be  "frozen."  Former  Chairman  Clark  told  the  com- 
mittee that  the  order  had  been  drawn  in  the  form  mentioned  "because 
we  thought  that  it  would  be  U-ss  objectionable  in  the  eyes  ol  those 
who  were  opposed  to  the  exercise  of  that  power  '  '  than  it 

would  be  if  we  put  it  in  for  a  period  of  two  years,  which  would 
imply  that  we  intended  that  it  should  continue  for  at  least  two  years, 
and  the  whole  disposition  of  the  Interstate  Commerce  Commission, 
freely  talked  among  ourselves  *  *  *  was  that  if  we  could  effect 
in  some  way,  either  by  co-operation  with  the  state  commissions  or 
by  changing  their  views,  an  adjustment  that  would  remove  the  undue 
prejudice  that  our  order  was  aimed  at,  we  would  strike  that  order  off, 
and  leave  that  commission  in  full  jurisdiction  over  its  rates,  just  as 
if  the  order  had  never  been  made."  This  motion  may  be  found  to 
present  the  occasion  for  a  demonstration  that  these  frozen  situations 
can  be  thawed  out.  It  would  be  a  strange  sort  of  jurisdiction  which 
could  be  retained  only  by  surrendering  it.  which  is  what  these  wit- 
nesses seem  to  have  had  in  mind,  but  the  hardship  of  the  existing 
Texas  situation  might  be  somewhat  eased.  The  Texas  commission, 
however,  bases  its  motion  on  tho  proposition  that  the  discriminations 
found  having  been  removed,  the  federal  commission  no  longer  has 
Jurisdiction  over  Texas  intrastate  rates. 


•Note. — In  shipping  phosgene  gas  and  hydrocyanic  (prusslc)  acid, 
the  gaskets  (if  any)  used  between  the  protection  cap  and  the  neck  ol 
the  cylinder  must  l>e  replaced  for  each  shipment  even  though  they 
may  appear  to  be  in  good  condition.  In  addition  the  following  precau- 
tions must  also  be  taken: 

For  phosgene  gas: 

(a)    Bach  filled  cylinder  must  be  tested  for  pressure  before  .-hip 
ment  and  must  not  show  excessive  pressure;  this  test  must  be  made 
at  least  twenty-four  hours  after  filling 

(bj  Each  filled  cylinder  must  be  tested  for  leakage  before  ship- 
ment and  must  show  absolutely  no  leakage:  tins  t< •st  must  consist  in 
immersing  the  cylinder  and  valve,  without  the  protection  cap  attached, 
in  a  bath  of  water  at  a  temperature  of  approximately  180  deg.  F.  for 
at  least  thirty  minutes,  during  which  time  frequent  examinations  must 
be  made  to  note  any  escape  of  gas.  Tin-  valve  of  the  cylinder  must 
not  be  loosened  after  this  test  and  before  shipment. 

For  hydrocyanic  (prussic)  acid: 

(a)  Cylinders  must  be  charged  with  not  more  than  0.6  pounds  of 
hydrocyanic  acid  per  1  pound  water  capacity  of  the  cylinders. 

(b)  Each  filled  cylinder  must  be  tested   for  leakage  before  .ship- 
ment and  must  show  absolutely  no  leakage;   this  test  must  consist  in 
passing  over  the  closure  of  the  cylinder,   without  the   protection   cap 
attached,  a  piece  of  Gygnard's  sodium  picrate  paper  or  other  suittihh 
treated    paper    to    detect    any    escape    of    hydrocyanic    acid    from    the 
cylinder. 


POSTAL  INDEMNITY  RULINGS 

The   Traffic   World   Washington  Bureau 

W.  Irving  Glover,  third  assistant  postmaster  general,  has 
issued  two  rulings  with  respect  to  claims  for  indemnity  involv- 
ing insured  and  C.  O.  D.  parcels,  as  follows: 

Sales  tax  in  connection  with  claims  for  indemnity  involving  in- 
sured and  C.  O.  D.  parcels:  Based  upon  the  law  and  practice  of  the 
Treasury  Department,  the  Solicitor  for  the  Post  Office  Department  has 
advised  this  office  that  the  sales  tax  on  merchandise  contained  in  lost 
insured  parcels  should  be  allowed,  when  claimed  within  the  limit  of 
indemnity  payable  for  the  insurance  fee  received  at  the  time  of  mail- 
ing, in  addition  to  the  postage,  but  should  not  be  allowed  in  adjusting 
claims  for  indemnity  on  account  of  the  loss  C.  O.  D.  parcels. 

Postmasters  in  procuring  evidence  in  indemnity  claims  involving 
insured  and  C.  O.  D.  parcels  should  inform  claimants  of  this  ruling 
in  order  that  claims  may  be  simplified  by  having  the  sales  tax  on 
C.  O.  D.  parcels  eliminated  by  them  from  the  amounts  claimed. 
Claimants  should  be  further  advised  they  may  take  up  with  the 
Bureau  of  International  Revenue,  Treasury  Department,  the  matter 
of  recovering  the  amounts  of  sales  taxes  paid  by  them. 

This  ruling  does  not  affect  the  practice  of  the  department  or  post- 
master at  offices  of  the  first  and  second  classes  in  payment  of  in- 
demnity claims  to  include  the  excise  tax  or  sales  tax  on  merchandise 
sent  as  insured  mail.  The  tax  on  postage  on  either  insured  or  C.  O.  D. 
mail  may  also  continue  to  be  included  in  indemnity  allowed,  if 
claimed,  within  the  limit  of  indemnity  payable  for  the  insurance  or 
C.  O.  D.  fee  received  at  the  time  of  mailing,  on  parcels  mailed  prior 
to  January  1,  1922  such  tax  having  been  repealed,  effective  on  and 
after  that  "date,  by  a  provision  of  the  revenue  act  approved  November 
23,  1921. 

Claims  for  indemnity  covering  damage  to  insured  parcels  mailed 
by  firms,  etc.:  Indemnity  should  not  be  paid  for  insured  parcels  con- 
taining fragile  articles  received  in  damaged  condition,  which  were 
mailed  by  firms  or  other  patrons  customarily  mailing  a  quantity  of 
parcels,  where  such  parties  failed  to  affix  the  proper  indorsement,  or 
properly  pack  the  parcel  for  mailing,  after  they  had  been  furnished 
with  Circular  III  or  equivalent  instructions,  and  where  it  is  apparent 
that  the  failure  to  comply  with  the  instructions  mentioned  was  the 
cause,  or  probable  cause,  of  the  damage  sustained. 

Numerous  instances  of  erroneous  payments  of  this  nature  have 
come  to  the  notice  of  this  office,  and  in  all  such  claims  where  the 
declaration  of  the  mailing  postmaster  or  other  evidence  in  the  case 
indicates  that  the  parcel  was  not  properly  indorsed,  or  properly  packed. 
Forms  3846  and  38461/fc  should  be  executed  by  the  accepting  clerk  and 
sender,  respectively,  in  order  to  determine  the  responsibility  for  the 
lack  of  the  proper  indorsement,  or  proper  packing.  A  supply  of  these 
forms  may  be  secured  upon  requisition  on  the  Fourth  Assistant  Post- 
master General,  Division  of  Equipment  and  Supplies. 

Renewed  attention  is  also  invited  to  article  13,  page  102,  July, 
1021.  Postal  Guide. 


TRANSPORTATION    OF    DANGEROUS   ARTICLES 
In  No.  3666,  in  the  matter  of  regulations  for  tho  transporta- 
tion of  dangerous  articles,  the  Commission  has   issued  the  fol- 
lowing: 

The  matter  of  regulations  for  the  transportation  of  dangerous 
articles  by  freight  being  under  further  consideration,  and  good  cause 
appearing  therefor: 

It  i.s  ordered.  That  the  "Note"  applying  to  the  heading  of  Ship- 
ping Container  Specification  No.  33  of  the  aforesaid  regulations  he, 
and  It  Is  hereby,  amended  to  read  as  follows,  effective  January  5  1922: 


COAL  PRODUCTION  REPORT 

The   Traffic   World   Washington  Bureau 

"A  feeble  increase  during  the  week  of  December  24  failed 
to  lift  production  of  soft  coal  out  of  the  state  of  profound  de- 
pression which  has  persisted  since  mid-November,"  the  Geological 
Survey  said  in  its  current  coal  report. 

The  total  output  was  estimated  at  7,468,000  net  tons,  an 
increase  of  5  per  cent  over  the  week  preceding. 

Incomplete  returns  indicate  that  the  total  production  for 
1921  will  be  approximately  408,000,000  tons.  The  year  1921  fell 
behind  all  recent  years  in  the  output  of  soft  coal. 

The  all-rail  movement  of  coal  to  New  England  declined  in 
the  week  ended  December  17.  According  to  reports  from  the 
American  Railway  Association,  2,768  cars  of  anthracite  and  2,627 
cars  of  bituminous  coal  were  forwarded  through  the  six  princi- 
pal gateways  over  the  Hudson.  Comparison  with  the  week  pre- 
ceding shows  a  decrease  of  477  cars  in  anthracite,  and  an  in- 
crease of  190  cars  in  bituminous.  Soft-coal  shipments  in  the 
corresponding  week  of  1920  totaled  5,259  cars. 

The  recovery  in  both  coastwise  and  off-shore  trade  at  Hamp- 
ton Roads  came  to  an  end  in  the  week  ended  December  24,  and 
the  tonnage  handled  declined.  The  total  quantity  dumped  was 
270,422  net  tons,  a  decrease  of  24,118  tons.  Coal  destined,  to 
New  England  decreased  from  197,705  to  169,024  tons.  Exports 
fell  to  16,538  tons,  as  against  a  weekly  average  of  255,000  tons 
in  1920.  The  prostration  of  the  present  seaborne  export  trade 
may  be  judged  from  the  fact  that  what  would  have  been  a  day's 
business  last  year,  is  now  spread  over  two  weeks. 


January  7.  1922 
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AND  INDEX  CO. 


EAST  IOTH  STREET 
GREEN  BAY.  WIS. 


CHICAGO   OFFICE 
\  SALLE  ST. 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dairen 

SS  LAS  VEGAS  ......  Jan.  23        SS  WEST  MOMENTUM  .  Mar.  6 

SS  EASTERN  SAILOR   .     Feb.  13        SS  WEST  KAOER   .  .  .  Mar.  27 

Shanghai,  Manila  and  Hongkong 

SS  WEST  KEATS  ....  Jan.  17 

SS  VINPfA  ........  Feb.  17 

SS  WEST  CAYOTE   ...  Mar.  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Porta 

For  information  regarding  Space,  Rates,  etc.,  apply  to 


COLUMBIA  PACIFIC  SHIPPING  CO.,  "J^Y^'aT'1 
UNITED  AMERICAN  LINES,  INC.,  «7  "^i^Jft  *"•*• 
R.  T.  JOHNS  &  COMPANY,  INC.,  c'^L^^Mnfton 

COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 

509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


ANFODD 


r  .UORIDA. 


Maoufacturers — Capitalists 
Wholesalers — Men  of  Broad  Vision 

SAN  FORD  offer*  the  opportunity  to  emulate  the  tucceaa 
of  the  late  Henry  M    Flagler,  FkxHda'a  pioneer  investor. 

Situated  on  the  headwaters  of  the  St.  Johns  River, 
SANFORD  it  an  ideal  industrial  and  manufacturing 
center.  It  posstasti  moat  advantageous  facilities  for  water 
and  railroad  transportation,  being  the  terminus  of  the 
Clyde  Line  steamers.  The 
very  heart  of  Florida's  most 
fertile  farming  district  is  here 
(celery  crop  alone  amounting 
to  $5.000.000  annually). 

It  is  not  a  Gamble.  The 
Community  is  here  and  flour- 
iahing.  Imposing  office  build 
ings,  handsome  clubs  and 
churches  and  beautiful  resi- 
dences. 

We  offer  Lucrative,  Invul- 
nerable Investments.  Let  us 
place  the  facts  before  you. 

Address 

Sanford  Chamber  of  Commerce 

Sanford,  Florida 


THE  W.  L.  RICHESON  CO. 


INCORPORATED 


FREIGHT  BROKERS 
AND  FORWARDERS 


Export  Shipping  for  Account  of 
Principals  Throughout  the  World. 


Main  Office) 

Suite  1317-1326  Hibernia  Bank  Building 
NEW  ORLEANS 


401  Produce  Exchange 
NEW  YORK  CITY 


2nd  Floor  Steele  Bldg. 
GALVESTON 


D,r 


515  Railway  Exchange  Bldg. 
KANSAS  CITY,  MO. 


•ct  Private  Wire  Service  Between  New  Orlean*, 
New  York  and  Calve*  ton 
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EXPRESS  TARIFFS  SUSPENDED 

The  Traffic   World   Washington  Bureau 

The  Commission,  December  31,  in  I.  and  S.  No.  1466, 
suspended,  from  January  1  to  May  1,  all  schedules  In  American 
Railway  Express  company  tariffs  I.  C.  C.  No.  1680  and  Nos.  D- 
1614  to  D-3207,  inclusive. 

In  name  the  suspension  orders  were  intended  only  to  snag 
increases  in  rates  on  fish  between  points  in  Canada  and  points 
in  Canada.  The  tariffs,  however,  it  is  said,  proposed  increases  in 
the  first  and  second  classes  without  limitation  to  fish,  or  with- 
out limitation  to  the  traffic  between  points  in  Canada  and  points 
in  the  United  States.  They  seemed  wide  enough  to  permit  the 
exaction  of  increased  class  rates  on  considerable  amounts  of 
traffic  in  the  United  States. 

The  tariffs,  the  express  company  claimed,  were  required  by 
the  action  of  Canadian  lines  insisting  that  the  rates  were  not 
proper  and  threatening  to  withdraw  from  the  arrangement  with 
the  American  company,  if  the  latter  did  not  make  the  increases. 
In  announcing  the  suspension,  the  Commission  said: 

The  suspended  schedules  propose  to  increase  class  rates  applicable 
to  shipments  of  fish  between  points  In  the  United  States  and  points 
in  the  Dominion  of  Canada.  The  following:  shows  the  present  and 
proposed  rates  in  cents  per  100  pounds  to  Chicago,  111.,  from  points 
indicated: 

1st  Class  2nd  Class 

From —  Present  Proposed  Present        Proposed 

Selkirk,    Man 629  640  456  490 

Winnepegosis,    Man.    ...     767  760  567  580 

Prince  Rupert,  B.  C.... 1,494  1,805  1,121  1,370 


SETTLEMENTS  WITH  RAILROADS 

The  Traffic   World   Washington  Bureau 

The  Illinois  Central,  in  effecting  a  final  settlement  with  the 
Railroad  Administration  for  the  period  of  federal  control,  paid 
the  Director-General  $7,750,000,  according  to  an  announcement 
made  by  'the  Railroad  Administration  January  4.  The  payment 
of  $7,750,000  covered,  among  other  items,  the  amount  owed  by 
the  company  to  the  government  for  additions  and  betterments 
during  federal  control. 

Other  final  settlements,  in  which  the  Railroad  Administra- 
tion paid  varying  sums  to  railroads,  were  announced  as  follows: 
Peoria  &  Pekin  Union,  $135,000;  Union  Depot  Company  of  Co- 
lumbus, O.,  $20,000;  Central  of  Georgia,  $1,000,000;  Ocean  Steam- 
ship Company  of  Savannah,  $2,275,000;  Yazoo  &  Mississippi 
Valley,  $5,075,000;  Kentwood,  Greensburg  &  Southwestern,  $17,- 
000;  San  Joaquin  &  Eastern,  $10,000;  Nezperce  &  Idaho.  $6,000; 
Waterville  Railway  Company,  $3,000. 

"The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  federal  control," 
the  Administration  said. 

The  Treasury  Department  announced  this  week  that  total 
payments  to  railroads  under  the  transportation  act  to  December 
31  amounted  to  $704,415,894.10,  of  which  $270,740,217  was  in 
loans  from  the  $300,000,000  revolving  fund,  the  remainder  being 
for  the  guaranty  and  deficits  during  federal  control. 

Repayments  on  loans  have  been  made  as  follows: 

Ann    Arbor   Railroad   Company    ?        60,000.00 

Atlanta,  Birmingham  &  Atlantic  Railway  Co 20.000.00 

Bangor  &  Aroostock  Railroad  Company    4,000.00 

Carolina,  Clinchfield  &  Ohio  Railway  Co 2,000,000.00 

Chicago  Great  Western  Railroad  Co 240,000.00 

Chicago,  Indianapolis  &  Louisville  Railway  Co 45,000.00 

Chicago  &  Western  Indiana  R.  R.  Co 89,000.00 

Great   Northern    Railway   Company 15,134.000.00 

Illinois    Central    Railroad   Co 296,000.00 

Kansas  City,  Mexico  &  Orient  R.  R.  Co.,  Receiver 2,500.000.00 

Long  Island  Railroad  Co 219.000.00 

Missouri  Pacific  Railroad  Co 4,362,000.00 

National   Railway   Service    Corporation    388,660.65 

New  York  Central  Railroad  Co 990,000.00 

Northern    Pacific    Railway    Co 6,000.000.00 

Salt  Lake  &  Utah  Railroad  Co 15,700.00 

Waterloo,  Cedar  Falls  &  Northern  Railway  Co 60,000.00 


Total $32,423,330.65 

Loans  made  since  December  1  follow: 


Alabama,  Tennessee  &  Northern  R.  R.  Corporation $ 

Carolina.   Clinchfield  and  Ohio  Railway    

The  Chesapeake  &  Ohio  Railway  Co 

Chicago.    Great   Western   Railroad    Co 

Evansvllle.   Indianapolis  and   Terre   Haute  Ry.   Co 

Kansas  City,  Mexico  &  Orient  R.  R.  C6.,  Receiver 

Seaboard    Air   Line   Railway    Co 

Western    Maryland    Railway    Co 


S99.000.00 
6.000.000.00 
1.334.500.00 

240.000.00 

50.000.00 

2.500.000.00 

189.EOO.Ofl 

300,000.00 


CONTROL  OF  A.  &  N.  M.  BY  E.  P.  &  S.  W. 

The  Traffic  World   Washington  Bureau 

Acquisition  by  the  El  Paso  &  Southwestern  Company  of  con- 
trol of  the  Arizona  &  New  Mexico  Railway  Company  by  purchase 
of  its  capital  stock  has  been  approved  and  authorized  by  the 
Commission.  Authority  also  was  granted  the  El  Paso  &  South- 
western Company  to  issue  not  to  exceed  $3,500,000  of  promissory 
notes  to  mature  in  not  more  than  two  years  from  their  date  of 


issue  and  to  bear  Interest  at  a  rate  not  to  exceed  6  per  cent, 
the  notes  to  be  delivered  directly  at  par  or  to  be  sold  at  par 
and  the  proceeds  used  in  part  payment  of  the  purchase  price 
of  all  of  the  outstanding  stock  and  bonds  of  the  Arizona  & 
New  Mexico  Railway  Company.  Acquisition  by  the  El  Paso  & 
Southwestern  Railroad  Company  of  the  control  of  the  railroad 
of  the  Arizona  &  New  Mexico  Railway  Company,  by  lease,  also 
was  approved  and  authorized. 

The  Southwestern  company  is  a  holding  and  operating  com- 
pany. It  operates  as  one  system  railroads  in  New  Mexico,  Texas 
and  Arizona.  It  operates  the  western  division  of  its  system, 
consisting  of  the  line  from  the  western  border  of  Texas  to  Tuc- 
son, Ariz.,  together  with  the  branches  thereof,  through  the  El 
Paso  &  Southwestern  Railroad  Company,  and  owns  the  entire 
outstanding  capital  stock  of  that  company,  the  Commission  said. 
The  railroad  of  the  Arizona  company  extends  from  a  connec- 
tion with  the  line  of  the  Southwestern  railroad  company  at 
Hachita,  N.  M.,  to  Clifton,  Ariz.,  a  distance  of  108  miles.  The 
Commission  said  it  was  stated  that  control  of  the  Arizona  com- 
pany by  the  Southwestern  company  would  result  in  a  freer  in- 
terchange of  traffic  and  equipment,  and  that  the  line  of  the 
Arizona  company  could  be  operated  by  the  Southwestern  com- 
pany without  any  increase  in  its  management  expenses.  The 
general  balance  sheet  of  the  Arizona  company,  as  of  August  31, 
1921,  showed  an  investment  in  road  and  equipment  of  $4,688,- 
277.55.  Its  net  income  in  the  year  1920  was  $213,244.79.  The 
company  has  $2,770,000  of  outstanding  capital  stock  and  266,000 
pounds  sterling  of  6  per  cent  mortgage  bonds,  and  these  secur- 
ities are  owned  by  the  Arizona  Copper  Co.,  Ltd.,  through  the 
Western  Investment  Co.  The  Southwestern  proposes  to  pur- 
chase the  stock  and  bonds  for  $4,500,000,  paying  $1,000,000  in 
cash  and  the  remainder  by  the  promissory  notes. 

CONTROL  BY  ST.  PAUL  OF  C.  M.  &  G. 

The  Traffic   World   Washington  Bureau 

The  Chicago,  Milwaukee  &  St.  Paul  Railway  Company  has 
applied  to  the  Commission  for  approval  of  the  acquisition  of 
control  of  the  Chicago,  Milwaukee  &  Gary  Railway  Company,  by 
the  purchase  of  stock,  and  for  an  order  authorizing  the  appli- 
cant to  purchase  all  of  the  shares  of  the  capital  stock  of  the 
C.  M.  &  G.  and  to  assume  liability  as  guarantor  in  respect  of 
its  bonds.  The  Gary  has  $1,000,000  of  capital  stock  and  $5,798- 
000  in  bonds. 

The  main  line  of  the  C.  M.  &  G.  extends  from  a  point  of 
connection  with  the  main  line  track  of  the  Terre  Haute  division 
(formerly  Chicago,  Terre  Haute  &  Southeastern)  of  the  St.  Paul 
in  Kankakee  county,  Illinois,  to  a  connection  with  the  maru 
line  track  of  the  Elgin,  Joliet  &  Eastern  in  Joliet,  111.,  a  distance 
of  approximately  37.52  miles,  and  extending  from  a  connection 
with  the  branch  main  line  track  of  the  Elgin,  Joliet  &  Eastern 
in  Aurora,  111.,  to  Rockford,  111.,  a  distance  of  59.57  miles,  making 
a  total  single  track  mileage  of  97.09  miles. 

Acquisition  of  the  property  by  the  St.  Paul  will  result  in. 
more  efficient  operation,  the  applicant  says;  that  over  50  per 
cent  of  the  traffic  of  the  Gary  consists  of  bituminous  coal  pro- 
duced by  mines  served  by  its  connections,  the  Chicago.  Terre 
Haute  &  Southeastern  and  the  Chicago  &  Eastern  Illinois;  that 
the  St.  Paul  originates  substantially  no  coal  traffic,  but  has  lo- 
cated on  its  rails  many  cities  and  towns  which  are  large  con- 
sumers of  bituminous  coal,  and  the  traffic  therein  can  and  will 
be  developed  by  the  St.  Paul  in  consequence  of  such  unity  of 
operation,  thereby  affording  a  wider  market  for  coal  products  at 
said  mines,  from  which  the  producer,  consumer  and  carrier  will 
benefit.  The  operation  of  the  Gary  by  the  St.  Paul  also  will 
be  in  the  public  interest,  the  applicant  says,  in  respect  to  trans- 
portation of  miscellaneous  traffic  between  eastern  points  on 
the  New  York  Central  and  Michigan  Central  and  points  on  the 
St.  Paul  north  and  west  of  Chicago;  in  that  the  St.  Paul  will 
be  enabled  to  transport  the  same  (by  means  of  the  existing 
connections  of  the  Gary  and  the  construction  of  a  short  piece 
of  connecting  track)  around  Chicago,  thus  avoiding  the  delay 
incident  to  congested  terminals,  and  forming  practically  a  new 
outer  belt  around  the  city  of  Chicago. 

SOUTHERN  PACIFIC  LAND  CASE 

The  Traffic   World   Washington  Bureau 

The  United  States  Supreme  Court,  this  week,  In  No.  60, 
Southern  Pacific  vs.  Secretary  of  the  Interior,  affirmed  the  Court 
of  Appeals  of  the  District  of  Columbia,  which  had  sustained  a 
ruling  made  by  the  department  with  reference  to  the  exchange  of 
railroad  grant  lands  along  the  right  of  way  of  the  Southern  Pa- 
cific. The  carrier  brought  suit  to  enjoin  the  secretary  and  the 
commissioner  of  the  general  land  office  from  going  beyond  what 
the  railroad  contended  was  the  limit  of  their  power  and  duty  in 
dealing  with  a  selection  of  indemnity  land  under  the  act  of  July 
27,  1866.  Under  a  ruling  of  the  department  the  base  lands  of  land 
grant  railroads  given  to  the  government  for  lieu  lands  must  be 
tendered  in  40-acre  tracts.  The  Southern  Pacific  offered  three 
tracts,  each  less  than  40  acres.  The  department  rejected  them. 
The  Court  of  Appeals  held  that  the  ruling  was  a  mere  matter  of 
administration  left  to  the  sound  discretion  of  the  department  by 
Congress  and  not  subject  to  the  control  of  the  courts. 
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OFFICERS  MAY  HOLD  POSITIONS 

The  Traffic   World   Washington  Bureau 

The  Commission,  December  31,  issued  a  blanket  order  au- 
thorizing those  who  held  positions  with  more  than  one  railroad 
company  and  whose  applications  to  retain  those  positions  had 
not  been  passed  on,  to  retain  their  positions  until  further  order 
of  the  Commission.  The  order  was  made  necessary  because, 
after  December  31,  a  railroad  official  may  not  hold  more  than 
one  railroad  position  without  the  permission  of  the  Commission. 
A  large  number  of  applications  are  pending. 

Officers  of  the  Wichita  Valley,  Chicago,  Burlington  &  Quincy, 
Colorado '&  Southern,  Fort  Worth  &  Denver  City,  and  various 
other  western  roads  have  been  permitted  to  retain  their  posi- 
tions with  those  lines. 


S.  R.  &  W.  APPLICATION  DENIED 

The  Traffic   World   Washington  Bureau 

The  Commission  has  dismissed  an  application  of  the  Sus- 
quehanna  River  &  Western  Railroad  Company  for  a  certificate 
of  public  convenience  and  necessity  authorizing  it  to  acquire  and 
operate  a  line  of  narrow-guage  railroad  extending  from  the  com- 
pany's main  line  at  Bloomfield  Junction,  Pa.,  to  Bla;in,  Pa.,  in 
Perry  county,  a  distance  of  17  miles.  The  application  was  filed 
under  paragraph  18  of  section  1  of  the  interstate  commerce  act 
and  no  application  was  filed  under  section  5.  The  line  was  con- 
structed in  1892  and  was  operated  by  the  Newport  &  Sherman 
Valley  Railroad  up  to  March  31,  1920,  when  it  was  sold  in  fore- 
closure proceedings  to  representatives  of  the  bondholders.  The 
road  has  been  operated  since  April  20,  1920,  by  the  applicant 
under  a  so-called  license  from  the  purchasers,  one  of  whom  is 
the  president  of  the  applicant,  the  Commission  said.  It  was  held 
by  the  Commission  that  as  the  road  was  in  operation  by  the  ap- 
plicant prior  to  May  -28,  1920,  the  proposed  acquisition  and  op- 
eration did  not  fall  within  the  prohibition  of  paragraph  18  of 
section.  The  applicant  desires  to  reconstruct  the  line  as  a  stand- 
ard guage  railroad  and  to  make  it  a  part  of  its  system. 


TEXAS  COTTON  CONCENTRATION 

The  Traffic   H'orlJ   Washington  Bureau 

"Recent  action  of  the  Texas  state  commission,  by  which  the 
cotton  concentration  privilege  was  extended  so  as  specifically  to 
include  federally  bonded  warehouses,  should  serve  as  a  stimulus 
to  warehousemen  operating  in  Texas  to  place  their  warehouses 
under  the  federal  warehouse  act,''  the  Department  of  Agriculture 
says. 

"Under  this  rule  the  railroads  are  required  to  apply  the  ex- 
pense bills  covering  the  local  freight  from  point  of  origin  to 
the  warehouse  to  the  bill  of  lading  when  the  cotton  is  shipped 
from  the  warehouse,  on  all  cotton  moving  between  points  in 
Texas  and  originating  within  100  miles  of  any  federally-licensed 
warehouse  in  which  the  cotton  is  to  be  stored,  when  the  bills 
of  lading  bear  the  notation  'for  warehousing.' 

"The  operation  of  the  rule  is  best  explained  by  an  example: 
Cotton  originating  within  100  miles  of  Dallas  may  be  shipped 
to  that  city  for  storage.  A  flat  short  haul  rate  is  charged  from 
the  originating  point  to  Dallas.  Later  the  cotton  may  be  shipped 
to  Galveston  for  export.  When  this  shipment  is  made,  the  in- 
coming expense  bill  is  applied  to  the  outgoing  shipment,  the 
charge  being  the  through  rate  from  original  shipping  point  to 
Galveston.  Thus  a  credit  is  allowed  for  the  short  haul  charge 
from  original  shipping  point  to  Dallas.  The  rule  is  therefore  to 
the  shipper's  advantage  since  the  through  rate  from  original 
shipping  point  to  Galveston  is  lower  than  a  combination  of  rates 
from  original  shipping  point  at  Dallas  and  thence  from  Dallas  to 
Galveston." 


APACHE    RAILWAY    NOTE 

The  Apache  Railway  Company  of  Arizona  has  applied  to  the 
Commission  for  authority  to  issue  and  deliver  to  the  Santa  Fe  a 
promissory  note  for  $455,000,  to  bear  6  per  cent  interest  and 
to  mature  January  1,  1936.  and  also  to  issue  550  shares  of  its 
capital  stock  of  the  par  value  of  $100  per  share.  The  purpose 
and  use  of  the  proposed  issues,  the  company  say».  Is  to  pay  for 
tin-  construction  of  a  line  of  railway  approximately  73  miles  in 
length  from  Holbrook  to  Cooley,  Arizona,  which  has  been  com- 
pleted. The  Santa  Fe  advanced  money  for  the  construction  of 
the  road. 


CHANGES    IN    DOCKET 

Hearing  in  13107,  the  National  Live  Stock  Exchange  vs. 
A.  T.  &  S.  F.  et  al..  assigned  for  January  3  at  Chicago,  has  been 
reassigned  for  February  6  at  Chicago. 

Hearing  in   12630,  National   Live  Stock  Exchange  vs.  A.  T. 

!.  F.,  assigned  for  Chicago  January  5.  was  indefinitely  post- 
poned. 

Through  an  error  in  publishing  the  Commission's  docket 
last  week,  hearing  on  valuation  dockets  4  and  26  was  shown  for 
Chicago,  January  5.  The  cases  were  set  for  argument  in  Wash- 
ington on  that  date,  and  also  on  January  4  and  6. 


TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  x'HI  be  published  tiom  nmr 
co  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  an> 
changes  or  additions  of  which  they  have  aov  knowledge.) 

Akron  Traffic  Association.  S.  J.  V.ltt,  Pres.;  H.  L.  Sova 
cool,  Secy. 

Atlanta— Traffic  Club  of  Atlanta.  G.  E.  Boulineau,  Pres.; 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore — Traffic  Club  of  Baltimore.     W.  W.  Tingle    Pres 
C.  C.  Kailer,  Secy. 

Battle    Creek    (Mich.)    Traffic    Club.     E.    C.   Nettels,    Pres 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass.— The  Association  of  Railway  and  Steamboat 
iAgents  of  Boston.  J.  E.  McGrath,  Pres.;  W.  M.  Macomber,  Secy. 
j  freas. 

Brooklyn— Traffic  Managers'  Club  of  Brooklyn.  P.  L.  Ger 
jhardt,  Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo— Industrial  Traffic  Club  of  the  Niagara  Frontier 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres.;  R  J 
Walsh,  Secy. 

Canton,  O.— Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns. 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  R.  B.  Robertson,  Pres.;  E.  S.  Buck 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R 
Crysler,  Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce 
H.  B.  Rubey,  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.  M.  R.  Maxwell,  Pres.;  F.  A.  Gideon 
Secy. 

Columbus,  Ohio.— Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Cortland.  H  B 
Darling.  Chairman:  H.  F.  Johnson,  Secy. 

Dallas  Traffic  Club.  Paul  Junkin,  Pres.;  H.  C.  Eargle  Secv - 
Treas. 

Dayton,  O.— Miami  Valley  Traffic  Club.  W.  E  Boyer  Pres  : 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  T.  C.  Burwell,  Pivs  : 
S.  F.  Coay,  Secy. 

Denver  Traffic  Club.  J.  F.  Vallery,  Pres.;  C.  B.  Rader,  Secy 
and  Treas. 

Denver  Commercial  Traffic  Club.  J.  P.  Gibson,  Pres  ;  C  J 
Hotchkiss,  Secy.-Treas. 

Detroit  Transportation  Club.  W.  J.  Dibble,  Pres.;  T.  R 
Cochrane,  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C 
Field,  Secy. 

El. Paso  Traffic  Club.  N.  L.  Rankin,  Pres.;  Geo.  Deck,  Secy 
Treas. 

Erie  Traffic  Club.  P.  D.  Belknap,  Pres.;  M.  W  Eismann 
Secy. 

Flint.  Mich.— Transportation  Club  of  Chamber  of  Commerce 
F.  A.  McHale,  Pres. 

Fort  Wayne.  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  V.  W.  Davies,  Chairman- 
E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres.;  C.  F.  Laue. 
Secy. 

Freeport,  111. — Greater  Freeport  Traffic  Club.  W.  H.  Jennei . 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin 
Ian,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbtit,  Pres.:  W.  J.  LaLuzerne,  Secy.-Treas 

Houston  Traffic  Club.  A.  Kimball,  Pres.;  F.  A.  MoultoB, 
Secy. 

Indianapolis.— The  Traffic  Club  of  Indianapolis.  F.  A.  Butler 
Pres.;  G.  N.  Baker,  Secy. 

Jackson  (Mich.)  Traffic  Club  of.  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw 
yer,  Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  J.  J.  Cul 
lington,  Secy. 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres.;  C.  J.  Bolender 
Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  B 
Blair,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  H.  E.  McGiveron,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Club.  J.  M.  Ford,  Pres.;  L.  G. 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Macon,  Ga. — Industrial  Traffic  Managers'  Association.  Ben 
Oilman,  Pres.;  T.  J.  Abrams,  Secy. 
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100  A-l  Steel       T\T    AU/Crf^ffc        TTIVI^G        Fortnightly 
Steamers          IK  >1L   T?  O  V/ VT        JUAilULO  Sailings 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 

PORTLAND,  ME.  SAN  DIEGO  ASTORIA 

BOSTON,  MASS.  \    LOS  ANGELES  PORTLAND 

NEW  YORK,  N.  Y.  and  SAN  FRANCISCO  SEATTLE 

PHILADELPHIA,  PA.  \  (    OAKLAND  TACOMA 

BALTIMORE,  MD.  VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  service  from  NEW  YORK,  BOSTON  and  BALTIMORE 


AROUND  AMERICA  CRUISE 

NEW  YORK  to  PACIFIC  COAST  PORTS  via  Havana  and  Panama  Canal 


Ruth  Alexander,  8,500  D.W.T.,  Feb.  16 

Passenger  and  Freight— Booking!,  Space  and  Particulars  on  request 
Through  Bill* -of -Lading  to  Hawaiian  Itlandt  and  the  Far  Eatt 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Owners  and  Operator*  U.  S.  Shipping  Board  Ship. 

136  South*  Fourth  Street.  Philadelphia  111  Summer  Street,  Boston  601   Bessemer  Building,  Pittsburgh 

98  Exchange  Street,  Portland  11  Moore  Street,  New  York  City  142  South  Clark  Street,  Chicago 

ADMIRAL  LINE,  Pacific  Coast  Ports 


or. 


GENERAL  CARGO 

Pending  the  completion  of  PIER  TWO  with  its  180 
feet  x  1000  feet  transit  shed,  the  PORT  OF  TACOMA 
has  erected  on  its  PIER  ONE  temporary  transit  and 
warehouse  facilities  for  the  accommodation  of  all  goods 
requiring  covered  protection. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  "Washington 


so 
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Mansfield,  O.,  Traffic  Managers'  Division  of  the-  Manufactur- 
ers' Club.  W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marion  (Ohio)  Traffic  Club.  H.  E.  Stiffler,  Pres.;  W.  R. 
Awkland,  Secy. 

Memphis  Traffic  Club.  J.  M.  Walsh,  Pres.;  L.  E.  McKnight, 
Secy. 


Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.    A.  T.  Cobb,  Chairman;  F.  W.  Burton,  Secy. 
St.  Louis  Traffic  Club.    S.  S.  Butler,  Pres.;   S.  E.  Wilson. 


Secy. 


TrafflC  Club'    Rl  H"  SchUltZ>  PreS':  *' 


San  Francisco  Transportation  Club.    W.  B.Hinchman,  Pres.; 
t,  Secy. 

M.    B.    Bakar, 


Milwaukee  Traffic  Club.    F.  M.  Elkinton,  Pres.;  R.  S.  Dahl,  „    A° 
«U>rv    and   Trpan 

San  Francisco.— Pacific  Traffic  Association. 

Minneapolis  Traffic  Club.    J.  E.  Neville,  Pres.;  W.  W.  Gib-  pres.;  W.  C.  Patterson,  Secy, 
son.  Secy.  Seattle  Transportation  Club.    Joseph  Weber,  Pres.;   W.  P. 

Newark  Traffic  Club.N.  G.  Campbell,  Pres.;  A.  Rennie,  Secy.  Lockwood,  Secy.-Treas. 

New    England    Traffic    Club,    Boston.     Gerritt   Fort,    Pres.;  Sioux  City,  la.— Traffic  Managers'  Club  of  Sioux  City.    R.  A 


P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.  T.  T.  Harkrader,  Pres. ;  C.  A.  Swope, 
Secy. 

New  York,  N.  Y. — Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Oklahoma  City  Traffic  Club.  H.  C.  Conley,  Pres.;  K.  C. 
Baker,  Secy. 

Omaha — Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  E.  A.  Stringer,  Secy. 

Oshkosh.  Wis.,  Traffic  Club.  C.  M.  Starks,  Pres.;  R.  J. 
Hodson,  Secy.-Treas. 

Peoria  Transportation  Club.  H.  D.  Page,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.  W.  B.  Grieves,  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia. 

E.  H.  Porter,  Pres.;  T.  Noel  Butler,  Secy. 

Pittsburgh  Traffic  Club.  George  A.  Buse,  Pres.;  E.  A. 
Hynes,  Secy.  * 

Pittsburgh  Traffic  and  Transportation  Association.  M.  A. 
Greenwood,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.    C.  T.  Spooner,  Pres.; 

F.  P.  Kensinger,  Secy.' 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.;  W.  O. 
Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Chamber 


Zwemer,  Pres.;   R.  R.  Wigton,  Secy. 

Spokane  Transportation  Club.  W.  H.  Ude,  Pres.;  G.  B.  King. 
Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.  A.  J.  Burns,  Pres.;  M.  L. 
Underwood,  Secy. 


Secy. 


Syracuse  Traffic  Club.     W.  J.  O'Neil,  Pres.;    F.  M.  Varah. 


of  Commerce.    G.  E.  Allen,  Chairman;   E.  C.  Southwick,  Secy.      W.  Chatham,  Jr.,  Secy.-Treas. 


Toledo  Transportation  Club.  W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.  A.  C.  Hoffman,  Pres.;  E.  C. 
Stratton,  Secy. 

Troy,  N.  Y. — The  Traffic  Club,  Inc.,  of  Troy.  George  T.  Rus- 
sell, Pres.;  G.  S.  Glass,  Secy. 

Tulsa,  Okla. — Transportation  Club  of  Tulsa.  A.  C.  Holmes. 
Pres.;  R.  C.  Hughes,  Secy. 

Utica  (N.  Y.)  Traffic  Club.  R.  E.  Fitch,  Pres.;  C.  E.  Dar- 
rigrand,  Secy,  and  Treas. 

Waco  Traffic  Club  C.  H.  Carringer,  Pres.;  Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.  C.  E.  Phelps,  Pres.;  J.  T.  M.  Du 
vail,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.  H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita  Traffic  Club.  J.  H.  Wilcox,  Pres.;  H.  G.  Watts. 
lecy. 

Wichita  Falls  (Tex.)  Traffic  Club.    A.  A.  Spencer,  Pres.;  J. 


Ridgeway,  Pa.— Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy. 


Worcester  (Mass.)  Traffic  Association.  J.  P.  Sloan,  Pres.; 
J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  L.  Rupp,  Pres.;  J.  F.  Baird. 
Secy.-Treas. 


Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

January  7  —  Scranton,  Pa.  —  Examiner  Koch: 

12979  —  Lustig-Burgerhoff  Co.  et  al.  vs.  Director  General. 
January  7  —  Huntington,  W.  Va.  —  Examiner  Witters: 

13117  —  Little  Fork  Coal  Co.  vs.  Eastern  Kentucky  Ry.  et  al. 
January  7  —  Mobile,  Ala.  —  Examiner  Howell: 

13125—  Turner  Supply  Co.  vs.  Director  General. 
January  7  —  Argument  at  Washington,  D.  C.: 

1950  —  Minnesota  and  Ontario  Paper  Co.  et  al.  vs.  Nor.  Pac.  et  al. 

11981  —  Lake  Superior  Paper  Co.,  Ltd.,  et  al.  vs.  Ahnapee  &  Western 
et  al. 

12108  —  Wisconsin  Traffic  Assn.  vs.  C.  &  N.  W.  et  al. 

11836—  Wichita  Board  of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

11846  —  Oklahoma  Publishing  Co.  et  al.  vs.   Director  General,  Ahna- 


pee &  Western  et  al. 
11846 


(Sub.   No.   1)  —  Times  Publishing  Co.   et  al.   vs.   Director  Gen- 
eral, Ahnapee  &  Western  et  al. 
11864  —  Oklahoma  Paper  Co.  et  al.  vs.  Director  General,   Ahnapee  & 

Western  et  al. 

January  9—  Alton,  111.—  Examiner  Fuller: 

13195—  The  Western  Cartridge  Co.  vs.  Director  General,  C.  C.  C.  & 
St.  L.  et  al. 

January  9  —  Chicago,  111.—  Examiner  Keeler: 

I.  and  S.  1451  —  Deposit  of  $10  for  each  live  poultry  car  ordered. 
January  9—  Cincinnati,  O.—  Examiner  Witters: 
12984  —  The  exchange  of  the  Cincinnati  Grain  and  Hay  Exchange  Co. 

vs.  B.  &  O.  et  al. 
January  9—  Austin.  Tex.—  Examiner  Gaddess: 

13093—  Malcolm  H.  Reed  vs.  Director  General. 
January  9—  Tulsa,  Okla.—  Examiner  Oliver: 

12367  —  Oklahoma  Clay  Products  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
January  9—  Seattle.  Wash.  —  Examiner  Gault: 

3171  —  Mutual  Products  Trading  Co.  vs.  O.-W   R.  &  N    Co 
13171   (Sub.  No.  1)—  Frazar  &  Co.  vs.  O.-W.  R.  &  N.  Co. 
13171   (Sub.  No.  2)  —  Mutual  Products  Trading  Co.  vs.  O.-W.  R.  &  N. 

January  9  —  Washington,  D:  C.: 
Valuation   Docket  1—  In  re  tentative  valuation  of  properties  of  At- 

lanta  Birmingham  &  Atlantic  R.  R.;  Alabama  Terminal  R.  R.;  and 

Georgia  Terminal  Co. 
Valuation  Docket  6—  In  re  valuation  of  properties  of  Elgin.  Joliet  & 

Eastern   Ry.;  Chicago,   Lake   Shore   &   Eastern  Ry..   and  Joliet   & 

Blue  Island  Ry. 

January  9,  1922—  Atlanta,   Ga.—  Examiner  Disque: 
Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss 
Fourth  Section  Apps.  11940,  12118  and  12094. 


January  9 — New  York,  N.  Y.— Examiner  J.  E.  Smith: 

10704 — Tidewater  Oil  Co.  vs.  Director  General,  C.  R.  R.  of  N.  J.  et  al. 
January  9 — Akron,  O. — Examiner  Carter: 

13122 — Firestone  Tire  and  Rubber  Co.  vs.  Director  General. 
January  9 — Syracuse,  N.  Y. — Examiner  Koch: 

13247 — John  L.  Schultz  Sons  Co.,  Inc.,  vs.  Director  General. 
January  9 — Boston,  Mass. — Examiner  McGrath: 

12386 — North  Packing  and  Provision  Co.  et  al.  vs.  Director  General. 

N.  Y.  N.  H.  &  H.  et  al. 
January  10 — Washington,  D.  C. — Examiner  Clarke: 

*  Finance  Docket  1969 — In  the  matter  of  joint  application  of  Ohio  Bell 

Telephone  Co.  and  Sandusky  Home  Telephone  Co.  for  certificate 
that  acquisition  by  Ohio  Bell  Telephone  Co.  of  property  of  San- 
dusky  Home  Telephone  Co.  will  be  of  advantage  to  persons  to 
whom  service  is  to  be  rendered  and  in  public  interest. 

*  Finance  Docket  1968 — In  the  matter  of  joint  petition  of  Perry  County 

Telephone  Co.  and  Citizens'  Independent  Telephone  Co.  for  cer- 
tificate that  proposed  purchase  by  Perry  County  Telephone  Co.  of 
property  of  Citizens'  Independent  Telephone  Co.  will  be  of  ad- 
vantage to  persons  to  whom  service  is  to  be  rendered  and  in 
public  interest. 
January  10 — Seattle,  Wash. — Examiner  Gault: 

I.  and   S.  1458 — Shingles  from  Oregon  and  Washington  to  points  in 
Nevada  and  California. 

January  10 — New  York,  N.  Y. — Examiner  J.  E.  Smith: 

13124 — Anaconda  Copper  Mining  Co.  vs.  Director  General,  D.  &  R.  G. 
et  al. 

January  10 — Birmingham,  Ala. — Examiner  Howell: 

I.  and  S.  1446— Coal  from  Illinois  mines  to  destinations  in  Arkansas, 

Louisiana  and  Texas. 
I.  and  S.  1446  (first  supplemental  order) — Coal  from  Illinois  mines  to 

destinations  in  Arkansas,  Louisiana  and  Texas. 
January  10 — Boston,  Mass.— Examiner  McGrath: 

11948 — The  Clacifer  Co.  vs.  American  Ry.  Express  Co. 
January  10 — Washington,  D.  O. — Examiner  Agate: 

Finance  Docket  1623,  1636,  1669,  1648  and  so  much  of  1658  and  1697 

as  relate  to  L.  C.  Fritch  and  Charles  Hayden. 
January  10 — Washington,  D.  C. — Examiner  Gerry: 

I.  and  S.  1459  and  first  supplemental  order— Chrome,  iron  and  man- 
ganese ore  between  points  in  official  classification  territory. 
January  10 — Tulsa.  Okla. — Examiner  Oliver: 

13128 — The   Marion   Machine   Foundry   and  Supply   Co.   vs.   Director 

General,  T.  &  P.  et  al. 
12286 — Democrat  Printing  Co.  et  al.  vs.  Director  General,  Ahnapee  & 

Western  et  al. 

January  10 — Cleveland.  O. — Examiner  Carter: 

13162 — Cleveland  Builders'  Supply  and  Brick  Co.  vs.  Pa.  R.  R.    Por- 
tions of  fourth  section  application  2060  of  J.  F.  Tucker. 
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Route  Your  Import  Coffee 
Through  Galveston 

Recent  rate  adjustments  brought  about  by  the  Galveston  Commercial  Association  enable  coffee 
roasters  and  importers  to  bring  their  coffee  through  this  port  at  the  same,  or  lower  rates,  than  apply 
from  any  other  port,  providing  the  point  to  which  the  shipment  is  consigned  is  located  in  the 
territory  shown  on  the  above  map. 

In  addition  to  this  advantage,  we  have  excellent  concrete  storage,  conditioning  and  assorting 
sheds,  at  shipside,  which  eliminate  the  necessity  for  trucking  and  other  expensive  handling.  These 
sheds  are  served  by  all  trunk  lines  entering  the  port. 

You  Realize  a  Distinct  Saving 

on  the  movement  without  sacrificing  the  efficient  handling  of  the  cargo  or  in  any  way  jeopardizing 
your  interest.  Many  others  have  taken  advantage  of  the  opportunity  and  we  believe  it  will  pay 
you  to  investigate. 

• 

"Follow  the  line  of  least  resistance  and  ship  through  Galveston." 
For  rates,  data  or  other  information,  address 

TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION, 

Galveston,  Texa* 
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January  10 — Chicago,  111. — Examiner  Keeler: 

12237 — The  Farmers'  Square  Deal  Grain  Co.  et  al.  vs.  Fox  &  Illinois 

Union  Ry.  et  al. 
January  10 — Austin,  Tex. — Examiner  Gaddess: 

11764— In  the  matter  of  Intrastate  rates  within  the  state  of  Texas 

(Rates  on  fence  posts.) 
January  10 — Cincinnati,  O. — Examiner  Witters: 

13220 — Cincinnati  Assn.  of  Purchasing  Agents  vs.  L.  &  N. 
January  10 — Auburn,  N.  Y. — Examiner  Koch: 

13249 — The  Seneca  Fibre  Products  Co.  vs.  Director  General. 

13013 — George  R.  Fitts  vs.  Director  General. 

13245 — J.  L.  Shultz  &  Co.,  Inc.,  et  al.  vs.  Director  General,  L.  V.  et  al. 
January  11 — New  York,  N.  Y. — Examiner  J.  E.  Smith: 

13130 — A.  P.  Villa  &  Bros.,  Inc.,  vs.  Director  General. 

13129 — Chevrolet  Motor  Co.  of  California  vs.  Director  General,  C.  R. 

I.  &  P.  et  ol. 
January  11 — Chicago,  III. — Examiner  Keeler: 

12955— Huffman  Bros.  Motor  Co.  vs.  N.  Y.  C. 
January  11 — Austin,  Tex. — Examiner  Gaddess: 

8418 — Railroad  Commission  of  Louisiana  vs.  Aransas  Harbor  Ter- 
minal et  al. 

3918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W.  et  al. 

8290 — Railroad  Commission  of  Louisiana  vs.  St.  L.-S.  F.  et  al. 

I.  and  S.  710 — Eastern  Texas  class  rates. 

I.  and  S.  729 — Class  rates  to  Shreveport,  La.     (All  in  connection  with 

:  class  rates  between  Beaumont  and  Orange  and  between  Beaumont 
and  Liberty.  Tex.) 

8418 — Railroad  Commission  of  Louisiana  vs.  Aransas  Harbor  Ter- 
minal et  al. 

!918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W.  et  al. 

8290 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  F.  &  T.  et  al. 

I.  and  S.  710 — Eastern  Texas  class  rates. 

I.  and  S.  729 — Class  rates  to  Shreveport,  La.  (OiJ,  "refined  petro- 
leum," and  commodities  taking  same  rates  from  Panther  to  Ft. 
Worth,  Tex.,  as  set  forth  in  Commission's  report  and  order  of 

I    .January  22,  1918.) 
Janiiary  11 — Argument  at  Washington,  D.  C.: 

10405— Southport  Mill,  Ltd.,  vs.  Director  General.  C.  &  N.  W.  et  al. 

10405  (Sub.  No.  1)— Terminal  Oil  Mill  Co.  vs.  Director  General,  C.  & 
X.  W.  et  al. 

10405  (Sub.  No.  2)— Terminal  Oil  Mill  Co.  vs.  Director  General,  Mo. 
Pa'c. 

10407 — Southport  Mill,  Ltd.,  vs.  Director  General  and  Y.  &  M.  V. 

10408 — Southport  Mill,  Ltd.,  vs.  Director  General,  111.'  Cent,  et  al. 

10409— Southport  Mill.  Ltd.,  vs.  Director  General,  N.  O.  T.  &  M.  et  al. 

10410— Terminal  Oil  Mill  Co.  vs.  Director  General,  N.  O.  T.  &  M. 
et  al. 

10464 — Southport  Mill.  Ltd.,  vs.  Director  General,  C.  &  A.  et  al. 

10519 — Southport  Mill,  Ltd.,  vs.  Director  General,  C.  P.  &  St.  L.  et  al. 

10557— Southport  Mill,  Ltd.,  vs.  Director  General.  Erie  et  al. 

10558— Southport  Mill,  Ltd.,  vs.  Director  General,  111-.   Cent,  et  al. 

10564 — Southport  Mill,  Ltd.,  vs.  Director  General,  N.  O.  T.  &  M.  et  al 

10599  and  10600 — Procter  &  Gamble  Co.  vs.  Director  General,  C.  N  O. 
&  T.  P.  et  al. 

11974 — Southport  Mill.  Ltd.,  vs.  Director  General  and  B.  &  O. 

I.  and  S.  1420| — Fruits  and  vegetables  to  Duane  St..  New  York. 

I.  and  S.  1412— Non-application  of  Group  J  rates  from  and  to  D.  &  R 

G.  W.  stations  south  and  east  of  Grand  Junction,  Colo. 
January  11 — New  Orleans,  La. — Examiner  Disque: 

Fourth  Section  App.  11985. 

Fourth  Section  Apps.  11948,  11957    and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940,  12118  and  12094. 
January  11 — New  Orleans,  La. — Examiner  Eddy: 

I.  and  S.  1448  and  first  suppl.  order — Rates  and  terminal  charges  on 
coal  to  gulf  ports. 

*  I.    and    S.    1448    (second    supplemental    order) — Rates    and    terminal 

charges  on  coal  to  Gulf  ports. 
January  12 — Syracuse.   N.  Y. — Examiner  Koch: 

*  13137 — Semet-Solvay  Co.  vs.  Director  General. 
January  12— St.  Louis.  Mo.— Examiner  Witters: 

"  13288— Mississippi  Valley  Iron  Co.  vs.  C.  &  N.  W.  et  al. 

*  13288  (Sub.  No.  1)— Mississippi  Valley  Iron  Co.  vs.  C.  &  N.  W.  et  al. 
January  12 — Boston,  Mass.— Examiner  McGrath: 

13128 — Boston  Wool  Trade  Assn.  vs.  Boston  &  Albany  et  al. 
January  12— New  York,  N.  Y.— Examiner  J.  E.  Smith: 
13145— Greene   Cananea  Copper  Co.    vs.    Director   General,   A.    T.    & 

13144-^Alfred  Gill  et  al.,  trading  as  Alfred  Gill  &  Sons,  vs.  Director 

General,  Erie  et  al. 
January  12 — Anniston,  Ala.— Examiner  Howell: 

'101 — Southern  Manganese  Corp.  vs.  Director  General. 
January  12 — Des  Moines,  la. — Examiner  Fuller: 

11824 — Farley  &  Lietscher  Mfg.  Co.  et  al.  vs.  Director  General.  A.  T. 

&  S.  F.  et  al. 

January  12 — Argument  at  Washington,  D.  C. : 
12892 — North  Dakota  express  rates. 
12231 — Reeves  Coal  &  Dock  Co.  vs.  Director  General. 
January  12 — New  OYleans,  La. — Examiner  Disque: 

1.  and  S.  1443 — Sugar  from  eastern  points  to  C.  F.  A.  territory. 
13098 — Arbuckle  Bros,  et  al.  VS.  Ann  Arbor  Pt  nl.    (Further  hearin«.> 
I.   and  S.   1457 — Sugar  from  southern  points   to  St.   Louis,   Mo.,   and 
related  points. 


] 


I.  and   S.  1251 — Fuel,  pulpwood  and  wood  bolts  between   North   Pa- 
cific coast  lines. 
January  13 — San  Antonio,  Tex. — Examiner  Gaddess: 

13262— Robert  C.  Button  vs.  Director  General. 
January  13 — Chicago,  111. — Examiner  Keeler: 

*  I.  and  S.  1464 — Restriction  of  sand  and  gravel  rates  at  Chicago,  111.. 

when  originating  on  Wabash  R> . 
January  14 — Buffalo,  N.  Y. — Examiner  Koch: 

12560 — Lackawanna  Steel  Co.  et  al.  vs.   Director  General,   Pa.   R.  R. 

et  al. 
12560   (Sub.   No.  1)— Seneca  Iron  and  Steel  Co.  et  al.   vs.  Pa.   R.  R. 

et  al. 

13113 — Donner  Steel  Co..  Inc.,  vs.  Director  General. 
January  14 — Toledo,  O. — Examiner  Carter: 

13186 — The  Raymond  P.  Lipe  Co.  vs.  Director  General. 
January  14 — Argument  at  Washington,   D.  C. 
11760— Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
11024 — Gunnison  Valley  Sugar  Co.  vs.  D.  &  R.  G.,  Director  General 

et  al. 

January  14r-Oklahoma  City.  Okla. — Examiner  Oliver: 
12315— J.  D.  Sugg  et  al.  vs.  C.  R.  I.  &  P.  et  al. 
12377 — Williamson  Halsell  Frazier  Co.  vs.  Director  General. 
January  16 — Washington.   D.   C. — Examiner  J.   F.  Gray: 

*  Finance  Docket  2038 — In  the  matter  of  the  petition  of  Caldwell  &  Co., 

reorganization  manager,  in  behalf  of  the  Tennessee  Midland  Rail- 
road Co.,  a  corporation  about  to  be  formed  for  the  purpose  of  ac- 
quiring the  Tennessee  Central  Railroad,  for  approval  of  a  proposed 
plan  of  reorganization,  a  proposed  loan  under  section  210  of  the 
transportation  act,  and  other  things.  • 

January  16— Buffalo,  N.  Y. — Examiner  Koch: 

12459 — The  White  Pine  Assn.  of  the  Tonawandas  et  al.  vs.  Director 

General,  N.  Y.  C.  et  al. 
January  16 — Washington,  D.  C. — Director  Colston: 

13345 — Divisions   of   joint   rates,   fares   and   charges   on    traffic   inter- 
changed  between   Missouri   &   North  Arkansas   R.   R.   Co.   and   its 
connections. 
January  16 — Macon,  Ga. — Examiner  Howell: 

13187— The  Standard  Brick  Co.,  Inc.,  vs.  G.  F.  &  A.  et  al. 
13187  (Sub.  No.  1) — Oconee  Brick  and  Tile  Co.  vs.  C.  of  Ga.  et  al. 
January  16 — St.  Louis,  Mo. — Examiner  Witters: 

13108— T.  Walter  Hardy,  doing;  business  as  Hardy  Salt  Co.,  vs.   Di- 
rector General,  Missouri  Pacific.  . 
January  16 — Chicago,  111. — Examiner  Keeler: 
13105 — Armour  &  Co.  vs.  Director  General. 
January  16 — Sioux  Falls,  S.  D. — Examiner  Fuller: 

I.  and  S.  1439 — Window  glass  from  Kansas  points  to  Sioux  Falls,  S.  D. 
January  16 — Portland.  Ore. — Examiner  Gault: 

I.  and  S.  1396 — Elimination  of  routing  on  lumber  from  S.  P.  &  S.  Ry. 

via  Pasco  or  Spokane,  Wash. 

January  16 — Washington,  D.  C. — Examiner  Eshelman: 
Valuation    Docket   51 — In   re  valuation   of  property   of   Evansvllle   & 

Indianapolis  R.  R. 
January  16 — Galveston.  Tex. — Examiner  Mackley: 

12798— Galveston  Commercial  Association  vs.  G.  H.  &  S.  A. 
January  16 — Washington,  D.  C. — Examiner  Hosmer: 

13231 — National   Association  of   Sand   and  Gravel   Producers  vs.    Pa. 

R.  R.  et  al. 
January  16 — Argument  at  Washington,  D.  C.: 

12448 — The  Republic  of  France  vs.  Director  General,  P.  &  R. 

12450 — The  Republic  of  France  vs.  Director  General. 

12320 — Republic  of  France  vs.  Director  General. 

12688 — Republic  of  France  vs.  Erie. 

13135^Tn  the  matter  of  jurisdiction  over  the  depreciation  charges  of 

the  Washington  Ry.  &  Electric  Co. 
January  16 — Detroit,  Mich. — Examiner  Carter: 

12905 — The  Larrowe  Milling  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12676 — The  Dow  Chemical  Co.  vs.  Pere  Marquette  et  al. 
12455 — Homer  Furnace  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 

January  16 — Washington.  D.  C. — Examiner  Oberlin: 

Finance  Docket  1105 — In  the  matter  of  the  application  of  the  D.  <c 
T.  S.  L.  R.  R.  for  authority  to  issue  capital  stock  as  dividends 
(further  hearing). 

January  17 — St.  Louis.  Mo. — Examiner  Witters: 

13142 — Missouri  Portland  Cement  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 

13165 — Tuffli  Bros.  Pig  Iron  and  Coke  Co.  vs.  Director  General. 
January  17 — Louisville,  Ky. — Examiner  Eddy: 

13233— Standard  Oil  Co.   (Ky.)  vs.  A.  G.  S.  et  al. 

13161 — Ballard  &  Ballard  Co..  Inc.,  vs.  Director  General. 

13234 — S.  Zorn  &  Co.  vs.  Director  General. 

January  17— Chicago,  111. — Examiner  Keeler: 

13190— Prescott  &  Northwestern  R.  R.  Co.  vs.  Director  General. 
13079 — H.  J.  Keith  Co.  and  John  Layton  Co.,  Inc.,  vs.  Director  Gen- 
eral. 

January  17 — Portland,  Ore. — Examiner  Gault: 

13118— Valley  &  Siletz  R.  R.  Co.  vs.  Sou.  Pac. 
January  17 — Tucson.  Ariz. — Examiner  Gaddess: 

13180 — F..    A.   Tovera  A  Co.    et  nl.   vs.   Director  General. 
January  17 — Argument  at  Washington,   D.  C.: 


Portions  of  i'oiirth  Section  App.  8835  of  R,  H.  Countiss. 
January  12 — Chicago,  111. — Examiner  Keel,  i  : 

I.  and  S.  1456 — Elimination  of  Green  Fruit  Auction  Co.  from  list  of 

C.  M.  &  St.  P.  industries. 
January  13— St.  Louis,  Mo.— Examiner  Witters: 

2278— Post  Brothers  Tile  Co.  vs.  Director  General,  St.  L.-S.  F.  et  al. 
12226 — Mid-Continent   Equipment   and   Machinery   Co.    vs.    M.    &   O. 
et  al.    Portions  of  fourth  section  application  2138  of  M.  &  O.  R.  R. 
January  13— Argument  at  Washington,  D.  C.: 

I.  and  S.  1425 — Reduced  rates  on  coal  to  Kansas  City,  Mo. 
11775 — Arkansas  rates,  fares  and  charges. 
January  13— New  York,  N.  Y.— Examiner  J.  E.  Smith: 

5154 — American  Splint  Corp.  vs.  Director  General. 
13146 — Salt  Lake  Chemical  Co.  vs.  Director  General,  Chicago  &  Illi- 
nois Western  et  al. 

January  13— Boston,  Mass.— Examiner  McGrath-: 

13272— Boston  Wool  Trade  Assn.  vs.  Arizona  &  New  Mexico  et  al. 
January  13— Atlanta.  Ga.— Examiner  Howell: 

13214 — E.  Josephs,  receiver.  Pratt  Engineering  and  Machine  Co..  At- 
lanta, Ga.,  vs.  M.  &  O.  et  al. 
January  13 — Tacoma,  Wash. — Examiner  Gault: 

13225— Todd  Dry  Dock  and  Construction  Corp.,  successor  to  Seattle 
Construction  and  Dry  Dock  Co.,  vs.  C.  M.  &  St.  P.  et  al. 


1800—1 
1672—? 


•ink  Mild    Hut 
]:•  irk   anil 


I'M.  vs.   \\Vst  Jersey  &  Seashore  et  u\. 
Til.-  Co.   vs.    Director  General.   A.  T.  & 


12562— Carstens    Tacking    Co.    vs.    Director   General,    Camas   Prairie 

et  al. 
January  17 — Ft.  Worth.  Tex. — Examiner  Oliver: 

12665— Ft.  Worth  Cotton  Oil  Mill  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

12504 — Ft.  Worth  Oil  Mill  et  al.  vs.  Director  General.  Beaumont.  Sour 

Lake  &  Western  et  al. 
January    17 — New   York,    N.    Y.' — Examiner   J.    E.    Cmith: 

I.  and  S.  1452 — Refined  sulphate  of  magnesium,  Atlantic  seaboard  to 

Johnson  City.  Tenn. 
January  18 — Washington,  D.  C. — Examiner  Gerry: 

I.   and   S.   1460 — Coal   from   Kentucky,   Tennessee   and  West  Virginia 

mines  to  Southern  Ry.  points  in   Indiana  and   Illinois. 
*  1460  (first  supplemental  order) — Coal  from  Kentucky,  Tennessee  and 

West  Virginia  mines  to  Sou.  Ry.  points  in  Indiana  and  Illinois. 
January  18 — Warren,  Pa. — Examiner  Koch: 

13209 — H.   A.  Logan,   receiver  for  Warren  Oil  Co.  of  Pa.   vs.   Direc- 
tor General. 

January  18 — New  York.  N.  Y. — Examiner  J.  E.  Smith: 
13218 — International  Paper  Co.  vs.  Maine  Cent,  et  al. 
January  18 — Louisville.  Ky. — Examiner  Eddy: 

11885 — West  Kentucky  Coal  Bureau  vs.  111.  Cent,  et  al. 
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AN  ABSTRACT 

of  Every  New  Freight 
and  Express  Tariff 

and  of 

Every  Supplement 
Filed  With 

The  Interstate  Commerce 
Commission 

by  carriers,  subject  to 
the  act  to  regulate 
commerce,  is  printed  in 

The  TRAFFIC  BULLETIN 

and,  except  in  the  case 
of  short  notice  tariffs, 
it  is  printed 

At  Least  Twenty  Days 

before  the  effective  date 


The  same  plan  is  followed  with 
Boat  Line  Tariffs  filed  with 

THE  SHIPPING  BOARD 


You  can  deal  in  futures  on  Freight 
and  Express  Rates  by  means  of 
The  Traffic  Bulletin  and  with  no 
chance  to  lose. 


Samplti  and  complrtr  information  frtt 

The  Traffic    Service   Corp'n 

418  South  Market  Street,  CHICAGO,  ILL. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agent * 

LAREDO,  TEXAS 

Branch**  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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January  18 — Chicago.  111. — Examiner  Keeler: 

13222 — American  Salt  and  Coal  Co.  vs.  A.  T.  &  S.  F.  et  al. 
13222  (Sub.  No.  1)— Bevls  Rock  Salt  Co.  vs.  A.  T.  &  S.  F.  et  al. 
13223— Royal  Salt  Co.  vs.  A.  T.  &  S.  F.  et  al. 

January   18 — Ft.  Worth.   Tex.— Examiner  Oliver: 

12358 — Texas  Live  Stock  Shippers'  Protective  League  et  al.  vs.  Di- 
rector Genera],  Abilene  &  Southern  et  al. 

12510 — Bergman  Produce  Co.  et  al.  vs.  Director  General,  Beaumont. 
Sour  Lake  &  Western  et  al. 

January  18 — Argument  at  Washington,  D.  C.: 

11772 — T.  G.  Bush  Grocery  Co.  et  al.  vs.  Director  General,  L..  &  N. 

et  al. 

12156 — Besler  Grocery  Co.  et  al.  vs.  Director  General,  L.  &  N.  et  al. 
12458 — Capital  Warehouse  Co.  vs.  Director  General,  111.  Cent. 
11857 — lola  Cement   Mills   Traffic  Assn.   et  al.   vs.   Director  General, 
Cassville  &  Exeter  et  al. 

January  18 — Tucson,  Ariz. — Examiner  Gaddess: 

13139 — Graham  &  Gila  Counties  Traffic  Assn.  vs.  Arizona  Eastern 
et  al. 

January  18 — Minneapolis,  Minn. — Examiner  Fuller: 

and  S.  1416 — Storage  in  transit  rules  at  Minnesota  Transfer  on  Im- 
port traffic  coast  ports. 

January  18 — Jacksonville,  Fla. — Examiner  Howell: 

10892 — Railroad  Commissioners,  State  of  Florida,  vs.  Director  Gen- 
eral, Aberdeen  &  Rockflsh  et  al. 

January   18 — Lansing,   Mich. — Michigan   Public  Utilities  Commission:   . 
Finance  Docket  1703 — Application  of  P.  M.  Ry.  to  abandon  Big  Kap- 

ids  &  White  Cloud  Line. 
Finance   Docket   1704 — Application   of  P.   M.   Ry.    to  abandon   Lyons 

Spur  Line. 
Finance  Docket  1707 — Application  of  P.  M.  Ry.  to  abandon  Freeport 

Branch. 
Finance  Docket  1708 — Application  of  P.  M.  Ry.  to  abandon  Buchanan 

Branch. 

January  19 — New  York,  N.   Y. — Examiner  .T.  E.  Smith: 
*  I.  and  S.  1462 — Icing  milk  and  cream  between  N.  Y.  N.  H.  &  H.  and 
Central  New  England  Ry.  points. 

January  19-^-Minneapolis,'  Minn. — Examiner  Fuller: 
12426— Acme  Fruit  Co.  et  al.  vs.  Can.  Pac.  et  al. 

January  19 — Lansing,  Mich. — Examiner  Carter: 

13111 — The  Kneeland  Bigelow  Co.  et  al.  vs.  Mich.  Cent. 

January  19 — Portland,  Ore. — Examiner  Gault: 

13121 — Chas.  K.  Spaulding  Logging  Co.  vs.  Director  General,  Sou. 
Pac.  et  al. 

January  19 — Argument  at  Washington.   D.  C. : 

12177 — British  United  Shoe  Machinery  Co.,  Ltd.,  vs.  Pa.  R.  R. 
11973 — Northwest  Steel  Co.  et  al.  vs.  C.  B.  &  Q.  et  al. 
12158— Frye  &  Co.  vs.  G.  N.  et  al. 
12064 — Birmingham  Packing  Co.  vs.  111.  Cent,  et  al. 

January  19 — Minneapolis,  Minn. — Examiner  Fuller: 
13095— Anderson  Lumber  Co.  vs.  Nor.  Pac.  et  al. 
anuary  19— Chicago,  111. — Examiner  Keeler: 

13132 — Brennan  Packing  Co.  vs.  Director  General  and  Chicago  Junc- 
tion Ry. 

January  20 — Argument  at  Washington,  D.  C.: 
I2425 — The  Ft.  Wayne  Rolling  Mill  Corp.  vs.  Director  General,  C.  M. 

&  St.  P.  et  al. 
12427 — The  Ft.  Wayne  Rolling  Mill  Corp.  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 
11908 — Hydraulic-Press   Brick   Co.   vs.   Director  General,   C.   &   E.    I. 

et  al. 
11908  (Sub.  No.  1) — National  Fire  Proofing  Co.  vs.  Director  General, 

P.  C.  C.  &  St.  L.  et  al. 
12456 — The  Grasselli  Chemical  Co.  vs.   Director  General,   C.   &   E.   I. 

et  al. 
12407 — Loogootee  Fire   Clay  Products   Co.   vs.    Director  General   and 

B.  &  O. 
12408 — Fred  Kixmiller  et  al.  vs.  Director  General  and  B.  &  O. 

January  20 — Kansas  City,  Mo. — Examiner  Witters: 

1.  and  S.  1427 — Reciprocal  switching  at  Kansas  City,  Mo.-Kan. 

January  20 — Portland.  Ore. — Examiner  Gault: 
13184 — Portland  Traffic  and  Transportation  Assn.  et  al.  vs.  Ann  Arbor 

et  al. 

13235— Portland  Traffic  and  Transportation  Assn.  et  al.  vs.  Director 
General,  C.  &  N.  W.  et  al. 

January  20 — Minneapolis,  Minn. — Examiner  Fuller: 
13106 — Crookston  Gas  Co.  et  al.  vs.  G.  N. 

13106  (Sub.  No.  1) — Crookston  Gas  Co.  et  al.  vs.  Director  General. 
13119 — S.  G.  Palmer  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 

January  20 — Louisville,  Ky. — Examiner  Eddy: 

13112 — Clay  County  Coal  Operators'  Assn.  et  al.  vs.  Cumberland  & 
Manchester  R.  R.  et  al. 

January  20 — Chicago,  111. — Examiner  Keeler: 
13178— Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director  General. 
13200 — Wilson  &  Co..  Inc.,  vs.  Director  General. 
13201 — Wilson  &  Co.,  Inc.,  vs.  Director  General. 
13202 — Wilson  &  Co.,  Inc..  of  Oklahoma,  vs.  Director  General. 

January  21 — Washington,  D.  C. — Examiner  Koch: 
13014— Mitchell  Lime  Co.  vs.  A.  C.  &  Y.  et  al. 

January  21 — Argument  at  Washington.  D.  C. : 

19349 — We«torn  Grain  Co.  vs.  Director  General,  L.  &  N.  et  al. 
12190— A.  B.  Smith  et  al.  vs.  111.  Cent. 

12327— A.  B.  Smith  et  al.  vs.  Director  General,  C.  M.  &  G.  et  al. 
12327  (Sub.  No.  1)— A.  B.  Smith  et  al.  vs.  Director  General    C.  M.  & 

G.  et  al. 
12374 — Wofford  Oil  Co.  et  al.  vs.  Director  General,  N.  O.  N.  E.  et  al. 

January  21 — Kansas  City,  Mo. — Examiner  Witters: 
I.  and  S.   1370 — Grain  and   grain   products  between   stations  in   Okla- 
homa and  stations  in  Kansas  and  Nebraska. 

January  21 — Minneapolis.  Minn. — Examiner  Fuller: 

13152 — Northwestern  Marble  and  Tile  Co.  vs.  Director  General,  N.  Y. 
N.  H.  &  H.  et  al. 

January  21 — New  York.  N.  Y. — Examiner  J.  E.  Smith: 
I.  and  S.  1447 — Sublimed  lead  to  trunk  line  points. 

anuary  21 — Phoenix.  Ariz. — Examiner  Gaddess: 
13260 — Gila  Water  Co.  et  al.  vs.  Arizona  Eastern  et  al. 


January  23 — Kansas  City,   Mo.— Kxaminer  Witters: 

*  12219— Lockwood  Mfg.  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al. 

January  23 — New  York,  N.  Y. — Examiner  Disque: 
Fourth  Section  App.  8835. 

January  23 — Portland,  Ore. — Examiner  Gault: 
13294 — Pacific  Grain  (Jo.  vs.  Director  General. 

January  23 — Chicago.  111. — Examiner  Keeler: 

13198 — Chicago    Live    Stock    Exchange    vs.    Director    General,    C.    & 

N.  W.  et  al. 

January  23 — Argument  at  Washington,   D.   C.: 

12210 — American   Fruit  and  Vegetable  Shippers'  Assn.   vs.   Bangor  He 

Aroostook  et  al. 

12375 — F.  S.  Royster  Guano  Co.  vs.  Director  General. 
12270 — Chest-borough    Mfg.    Co.,    Consolidated,    vs.    Director    General, 

Pa.  R.  R.  et  al. 
12295 — West  Virginia  Pulp  and  Paper  Co.  vs.  Director  General. 

January  23— New  York,  N.  Y.— Examiner  J.  E.  Smith: 

*  I.    and    S.    1465 — Express    class    rates    between    United    States    and 

Canadian  points. 

January  23 — Battle  Creek,  Mich. — Examiner  Carter: 
13204 — Kellogg  Toasted  Corn  Flake  Co.  vs.  Ann  Arbor  et  al. 

January  23 — Wichita  Falls,  Tex. — Examiner  Oliver: 
13026 — Wichita  Motors  Co.  vs.  A.  &  V.  et  al. 

January  23 — Phoenix.  Ariz. — Examiner  Gaddess: 

13297— Traffic    Bureau,    Chamber   of   Commerce,    Phoenix.    Ariz.,    vs. 

Sou.  Pac. 
13298 — Traffic  Bureau,  Chamber  of  Commerce,   Phoenix.  Ariz.,  et  al. 

vs.  Sou.  Pac.  et  al. 

January  23 — Minneapolis.   Minn. — Examiner  Fuller-: 

13074 — Northwestern  Traffic  and  Service  Bureau  v.s.  Director  General. 
13164 — Northwestern  Tratllc  and  Service  Bureau  vs.  Mo.  Pac.  et  al. 
13166— Northwestern  Traffic  and  Service  Bureau  vs.  C.  &  A.  et  al. 
13167 — Northwestern  Traffic  and  Service  Bureau  vs.  C.  T.  H.  &  S.  E. 

et  al. 
13168 — Northwestern  Traffic  and  Service  Bureau  vs.   C.  &  N.  W. 

January  23 — Rochester.  N.  Y. — Examiner  Waters: 

13266 — In  the  matter  of  rates  on  and  classification  of  fresh   peaches 

within  the  state  of  New  York. 
12765 — Associated  Fruit  and  Vegetable  Industries  of  New  York  State 

et  al.  vs.  Ann  Arbor  et  al. 

January  23 — Washington,  D.  C.: 

Valuation  Docket  60 — In  re  tentative  valuation  of  properties  of  Cent- 
ral of  Georgia  Ry. ;  Southwestern  R.  R. ;  Augusta  &  Savannah 
R.  R.;  and  Chattahoochee  &  Gulf  R.  R. 

Valuation  Docket  151 — In  re  tentative  valuation  of  properties  of 
Florida  East  Coast  Ry.  and  Atlantic  &  East  Coast  terminal. 

January  23 — Brownsville,  Tex. — Examiner  Mackley: 

12782— Rio  Grande  Valley  Chamber  of  Commerce  et  al.  vs.  St.  Louis, 
Brownsville  &  Mexico  Ry.  et  al.  Such  fourth  section  departures  a» 
may  exist. 

January  23 — Lexington,  Ky. — Examiner  Eddy: 

13196— Lexington  Granite  Co.,  Inc.,  vs.  Director  General. 

January  24 — Omaha,  Neb. — Examiner  Witters: 
13114A-E.  W.  Arthur  vs.  Director  General. 

January  24 — Argument  at  Washington.  D.  C. : 
12242 — The  Hipolite  Co.  vs.  A.  C.  &  Y.  et  al. 
12231 — Reeves  Coal  and  Dock  Co.  vs.  Director  General. 
12275— Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 

January  24 — Portland,  Ore. — Examiner  Gault: 

13211 — West  Coast  Lumbermen's  Assn.  et  al.  vs.  Abilene  &  Southern 
et  al. 

January  25 — New  York,  N.  Y. — Examiner  Disque: 
Fourth  Section  Apps.  11948,  11957,  11985,  12063,  11940,  12118  and  12094. 

January  24 — New  York,   N.  Y. — Examiner  Disque: 

*  I.  and  S.  1443 — Sugar  from  eastern  points  to  C.  F.  A.  territory. 

*  13098 — Arbuckle  Bros,  et  al.  vs.  Ann  Arbor  et  al.     (Further  hearlng.J 
January  25 — Washington.   D.  C. — Examiner  Clarke: 

*  Finance  Dockets  2046  and  2048 — In  the  matter  of  the  application  of 

N.  Y.  C.  R.  R.  Co.  to  acquire  by  purchase  the  capital  stock  of  the 
C.  C.  C.  &  St.  L.  Ry.  Co.  and  for  permission  to  issue  certain 
securities. 

January  25 — Argument  at  Washington.  D.  C.: 

12321 — Gilpin,  Langdon  &  Co.,  Inc.,  vs.  Director  General. 
12363 — The  Procter  &  Gamble  Co.  vs.  Apalachlcola  Nor.  et  al. 
12392 — Clarendon  Refining  Co.  et  al.  vs.  A.  C.  L.  et  al. 

January  25 — Omaha,   Nebr. — Examiner  Witters: 

13273 — In  the  matter  of  interstate  and  intrastate  rates  for  the  trans- 
portation of  ordinary  live  stock,  in  carloads,  from  points  in  Ne- 
braska to  Omaha  and  South  Omaha,.  Nebr.,  in  their  relation  to 
rates  on  the  same  commodity,  in  carloads,  from  points  in  Ne- 
braska to  Kansas  City  and  St.  Joseph,  Mo.,  and  Sioux  City,  la. 

January  25 — Cincinnati.  O. — Examiner  Eddy: 

I.  and  S.  1453 — Vehicles  and  vehicle  bodies  from  eastern  points  to 
transcontinental  territory. 

January  25 — Portland.  N.  D. — Railroad  Commission  of  North  Dakota: 
Finance    Docket   1608 — Application  of  Gt.   Nor.    Ry.    for  certificate   of 
public  convenience  and  necessity  authorizing  abandonment  of  por- 
tions of  its  line  of  railroad. 

January  25 — Chicago,  III. — Examiner  Keeler: 

I.  and  S.  1455 — Intermediate  switching  charges  at  Peoria  and  Pekin, 
111. 

January  25 — Los  Angeles.  Calif. — California  Railroad  Commission: 
Finance  Docket  1590— Application  of  L.  A.  &  S.  L.  R.  R.  Co.  for  cer- 
tificate of  public  convenience  and  necessity. 

January  26 — Dallas.  Tex. — Examiner  Oliver: 

*  I.  and  S.  1467 — Rip  rap  between  points  in  Texas  and  Louisiana. 

January  26 — Argument  at  Washington.  D.   C. : 

12347 — California  Cotton  Mills  Co.  vs.  Director  General. 

12430 — The   M.    B.    Farrin   Lumber   Co.,    Inc.,    vs.    Director   General. 

Mo.  Pac.,  et  al. 
12471— L.  V.  Nicholas  Oil  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

January  26 — Los  Angeles.   Calif. — California  Railroad  Commission: 
Finance  Docket  1591 — Application  of  L.  A.  &  S.  L.  R.  R.  Co.  for  cer- 
tificate of  public  convenience  and  necessity. 
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STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THF.  "RFASONABLENESS"  OF  RATES  ! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as: 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier  I  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

"At   Your  Service'1 
505  Colorado  Building  Washington,  D.  C. 
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January  27 — Argument  at  Washlntgon.  D.  C.: 

12535 — Fairmont  Creamery  Co.   vs.  Director  General,  A.   T.   &  S.   F. 

12535n<tub.  No.  1)— Hastings  Gas  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
125M— Int*  ist.-ite  Oil  Co.  et  al.  vs.  Director  General,  A.  T.  &  S.  F. 

et  al. 

12593 — Tin-  ivt.-ts  Cartridge  Co.  VB.  Director  General.  P.  R.  R.  et  al. 
12601 — Riverside  Coal  Co.  vs.  DIMM  -tor  (ieneral.  Ohio  &  Ky.  et  al. 
13205 — Tlif  ( 'hli-ago.  Lake  Shore  &  South  Bend  Ry.  vs.  Lake  Erie  & 

Western  et  al. 

January  27 — Michigan  C'ity,  Ind. — Examiner  Carter: 

•  13206 — Chicago,  Cake  Shore  &  South  Bend  Ry.  vs.  L.  E.  &  W.  et  al. 

January  27 — Duluth,   Minn.— Kxnminer  Fuller: 

Finance  Docket  1258 — Application  of  Duluth  &  Nor.  Minn.  R.  R.  Co. 
for  certificate  of  public  convenience  and  necessity. 

January  27 — Los  Angeles.  Calif. — Examiner  Gaddess: 
11812 — Russell  Bros.  vs.  Director  General,  U.  P.  et  al. 

January  28 — Argument  at  Washington,  D.  C. : 

12473 — Keokuk  Electric  Co.  vs.  Director  General,  Ark.  Cent,  et  al. 

12663 — Midland  Linseed  Products  Co.  vs.  Director  General,  West 
Shore,  et  al. 

12805— Schuhle  Pure  Grape  Juice  Co.,  Inc.,  et  al.  vs.  Director  General, 
X.  Y.  N.  H.  &  H.  et  al. 

1289-* — Schuhle  Pure  Grape  Juice  Co.,  Inc.,  et  al.  vs.  Director  Gen- 
eral, N.  Y.  N.  H.  &  H.  et  al. 

January  30 — Little  Rock,  Ark. — Examiner  Oliver: 

13215— Arkansas  Jobbers'  and  Manufacturers'  Assn.  vs.  C.  R.  I.  &  P. 
et  al. 

January  30-^Omaha,   Xeb.— Examiner  Witters: 

•  I.  and  S.  1463 — Actual  mileage  to  determine  rates  on  milk  and  cream 

by  express  between  points  west  of  Mississippi  River. 

January  30 — Minneapolis,  Minn.— Examiner  Fuller: 

*  I.  and  S.   1468 — BulRllng  and  roofing  paper  between  Western  Trunk 

Line  points. 

January  30 — Chicago,  III. — Examiner  Keeler: 

«  12701,  12702,   12704— The  Atlas  Portland  Cement  Co.  vs.   C.   B.   &  Q. 

et  al.' 
«  12704  (Sub.   No.  1)— lola  Cement  Mills  Traffic  Assn.  vs.  C.  B.   &  Q. 

et  al. 

«  12704  (Sub.  No.  2)—  Lehigh  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
»  12704  (Sub.   No.  3)— Oklahoma  Portland  Cement  Co.  vs.  C.  B.  &  Q. 

et  al. 
»  12710.  12824 — The  Atlas  Portland  Cement  Co.  vs.  C'.  B.  &  Q.  et  al. 

*  12871— The  Atlas  Portland  Cement  Co.  vs.  Director  General. 

January  30— Argument  at  Washington,  D.  C.: 
12346 — Old  Ben  Coal  Corp.  vs.  Director  General,  C.  B.   &  Q. 
12422— Lookout  Oil  &  Refining  Co.  vs.  A.  &  V.  et  al. 
12575 — Selz,  Schwab  &  Co.  vs.  C.  &  N.  W.  and  Director  General. 

January  30 — Milwaukee,  Wis. — Examiner  Carter: 

13173 — Milwaukee  Assn.  of  Commerce  vs.  C.  M.  &  St.  P. 
13203 — The  Steel  and  Tube  Co.  of  America  vs.  Director  General,  C. 
&  NT.  W.  et  al. 

January  31 — Washington,  D.  C. — Examiner  Davis: 

Finance  docket  1537— Application  of  K.  O.  &  G.  Ry.  Co.  and  M.  O.  & 
G.  Ry.  Co.  for  certificate  of  public  convenience  and  necessity. 

January  31 — Argument  at  Washington,   D.   C.: 
12312— Armour  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

2314 — Swift  &  Co.  vs.  Director  General. 

2316— Swift  &  Co.  vs.  Director  General. 
12335— Swift  &  Co.  vs.  Ga.  Nor.  Ry.   et  al. 


12336— Armour  &  Co.  vs.  Director  General. 

12598 — Wilson   &  Co.,   Inc..   of  Okla.,   vs.   Director  General,   N.   C.   & 
St.  L.  et  al. 

February  1 — Argument  at  Washington,  D.  C. : 

*  12300— Kansas.  Oklahoma  &  Gulf  Ry.  Co.  vs.  St.  L.-S.  F.  Ry. 
February  1 — San  Francisco.  Calif. — Examiner  Gaddess: 

*  13259— Miller  &  Lux,  Inc.,  vs.  Director  General,  Sou.  Pac.  et  al. 

*  13224 — San  Francisco-Sacramento  R.  R.  Co.  vs.  Sacramento  Northern 

R.  R. 

February  2 — Grand  Rapids,  Mich. — Examiner  Carter: 
«  13226— Andrews  Bros,  et  al.  vs.  A.  C.  &  Y.  et  al. 

*  I.  A  S.  1384 — Potatoes  from  Minnesota,  Wisconsin  and  Upper  Mich- 

igan to  Central  and  Trunk  Line  territories. 

February  3 — Chicago,  111. — Examiner  Keeler: 

12680 — American    Fruit    and    Vegetable    Shippers'    Assn.    et    al.    vs. 
American  Ry.  Express  et  al. 

February  4 — Ogden,  Utah — Examiner  Gaddess: 

*  13253 — Premier  Coal  Co.  et  al.  vs.  Director  General  and  U.  P. 

February  6 — Toledo,  O. — Examiner  Carter: 

*  I.  and  S.  1466— Intermediate  switching  by  N.  Y.  C.  R.  R.  at  Toledo, 

Ohio. 

*  13375 — Toledo  Produce  Exchange  vs.  Ann  Arbor  et  al. 

February  6 — Salt  Lake  City,  Utah — Examiner  Gaddess: 

*  I.  and  S.  1445— Coal  from  Wyoming  mines  to  destinations  in  Utah, 

south  of  Ogden. 

February  6 — Chicago,   111. — Examiner  Keeler: 
13107 — The  National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 

February  7 — Salt  Lake  City,  Utah — Examiner  Gaddess: 

*  13304 — The  Utah  Lime  and  Stone  Co.  vs.  A.  T.  &  S.  F.  et  al. 

*  13305 — The  Utah  Lime  and  Stone  Co.  vs.  A.  T.  &  S.  F.  et  al. 

February  8 — Salt  Lake  City,  Utah — Examiner  Gaddess: 

~  12482 — Ogden  Packing  and  Provision  Co.  vs.  A.  T.  &  S.  F.  et  al. 

February  8 — Mobile,  Ala. — Examiner  Clarke: 

*  Finance    Docket    1469 — In    the    matter   of   application   of   Gulf   Ports 

Terminal  R.  R.  Co.  for  certificate  of  public  convenience  and  neces- 
sity. 

February   13 — Atlanta,   Ga. — Examiner  Woodrow: 

12784 — Southeastern  Express  Co.  vs.  American  Ry.  Express  Co. 
12786 — Southern  Fisheries  Assn.  vs.  American  Ry.  Express  Co. 

February  14 — Alamosa.  Colo. — Examiner  Gaddess: 

*  13267 — San  Luis  Valley  Federation  of  Commerce  et  al.  vs.   Director 

General,  D.  &  R.  G.  W.  et  al. 

February  20 — Denver,  Colo. — Examiner  Gaddess: 

13141 — The    Larimer   County   Cooperative    Milk    Condensory    Co.    vs. 
Director  General. 

March  1 — San  Francisco.  Calif. — Examiner  Pitt: 
Fourth  section  applications  12047.  12097,  12098,  12107. 
Portions    of   fourth    section    applications    1092.    1243.    1244,    1262,    1347 

and  others  filed   by  Sou.  Pac.  Co.,  A.  T.  &  S.   F.   Ry.  and  F.   W. 

Gomph. 

The  abstracts  of  tariff  filings,  rejections,  suspen- 
sions, etc.,  as  printed  in  each  issue  of  THE  DAILY 
TRAFFIC  WORLD  enable  subscribers  always  to  be 
sure  their  tariff  files  are  up-to-date. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

DOCKET  I.  &  S.  1416— Storage-ln- Transit  Rules  at  Minnesota  transfer  on  Import  traffic  from  Pacific  Coast,  to  be  heard  In  Minne- 
apolis, Minn..  January  18,  1922. 

This  covers  the  movement  on  the  part  of  the  transcontinental  railroads  to  eliminate  warehouslng-ln-transit  privilege 
on  all  Imported  goods  received  through  Pacific  ports  when  such  goods  are  to  bnd  their  final  destination  In  the  southeastern 
states. 

Order,  for  official  transcripts  of  the  testimony  taken  in  proceedings  of        wo™wortn%u1wing'PNewn \rtTcft?'  °fflC'al  rep°rter*  l°  the  c«mmi>*>°"> 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf-  °  The  charge,   as 'fixed  by  the  Commission,   is   12%   cents  per  page  for 

fie  World)   throughout  the  country  except  Washington  should  be  addressed       each    copy    furnished. 
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GENERAL  RATE  INQUIRY  RESUMED  

THE  OPEN  FORUM 

Color  scheme  of  way  bills— Misquotation  of  rates—Oood  rail- 
road service — Two-year  limitation  clause— Against  percent- 
age decrease  . 

LOSS  AND  DAMAGE  DECISIONS 

Case*  aieliia  by  state  and  federal  courts  . 


MISCELLANEOUS  TRAFFIC  DECISIONS 

Cases  decided  by  state  and  federal  court*  . 

PERSONAL   NEWS  AND   NOTES 

QUESTIONS  AND  ANSWERS 

Legal  and  practical  questions  answered  by  experts. 

NEW  COMPLAINTS 

Digest*  of  petitions  filed  with  the  Commission 
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FHE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
OLORADO    BUILDING 


CHICAGO 
411-430  S.  MARKET  STREET 
Telephone.  Harrison  - 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Comers 


Announce 

The  "Perfect  Package" 

A  WATER-PROOF  Corrugated  Fibre  Box 

with  Triple  Tape  Corner  and  Offset 
Score.  The  first  Fibre  Box  to  stand 
up  after  being  water  soaked. 

Corrugated 
Fibre-Board 

Products 

Solid  Fibre 

Containers 

MID- WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 

GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Rokomo,  Ind. 

W  e  operate  our  own  boxboard  and  stra wboard  mills 
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VALDEZ     CORDOVA  v 

ANCHORAGE  ;        ^A  KATAI&  .S*A^ 


— express  service  at  freight  rates 
across  the  Pacific 


ONLY 


12  Days  to  Yokohama 
14  Days  to  Kobe 
18  Days  to  Shanghai 
22  Days  to  Hong  Kong 
26  Days  to  Manila 


SAILINGS: 

S.S.  EDMORE January  15 

•S.S.  KEYSTONE  STATE    .     .  January  114  [S.S-iELDRIDGE       January  27 

"S.S.  SILVER  STATE February  4 

(•Combination  21,000  ton  freight  and  passenger  liners,  speed  i?H  knots.) 
(Through  bills  of  lading  issued  in  connection  with  our  feeder  services  and  other  lines.) 

FAST,  FREQUENT  COASTWISE  SERVICE 

Btticeen 

SEATTLE  VICTORIA  PORTLAND  LOS  ANGELES 

TACOMA  VANCOUVER  SAN  FRANCISCO  SAN  DIEGO 

and  all  Alatka  Point* 

For  Additional  Sailing  Date*,  Ratet,  Detailed  Information,  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

Agencies  All  Cities  Pacific  Coast  and  Orient 

*"*•  1  "*•  We]  M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 

^1  m  I  L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

—         -i^Ml  Pacific  Coast  Agents— Nawsco  Line— Fast  Intercoastal        ^^      — make  the 


Freight  Service  between   East  and  West  Coast  Ports. 


American  Flag 
your  shipping  guide 


ANYWHI  ON  "HI  PAC     FIC 


'^ADMIRAL  LINE 


FT  AL-E.XAN  D 


PACIFIC         STEAMSHIP 


COMPANY 


January  14.  1922 
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WETZEL  DROP  FRONT  TARIFF  FILES 


(PATENTED) 


The  Best  File  for  Filing  and  Referring  to  Tariffs  Instantly 


NO  INDEXING  NECESSARY 


BOMB   SATISFIED    RAILROADS   THAT    ARK    USERS: 

C.   R.  1.  ft  P.   Rr.  Ca..  Ban  Praaricra.  Cal. 

Saathtrn    Facile    Line..    T.cvtn.    Aril. 

Uannvarth  *  T.p.ka  R.  R.  Ca..  T»»«U.  K«n 

St.    Louii.   Rarkr   M.«nl.in   A    P.riit    Rr..    Rataa.    N.    M 

okUhoau-Soathwntern   R.    R.   C«-.   MlaflU.  Okl». 

Him...  Central   Rallraa4  Ca..    N»w   Orlaaaa.  La. 

Cmlf    Caul    LIIMI.    Nnr   Ortmmt,    La. 

Da   Kalk  *   Waitara   Railraa4.   Da   Kalk.   Mfaa. 

r»«lde   A    NtrtWra    RaUnad   Ca..    Saa    Aatovla.   Tn. 

J«*maii    *    .\artbwaatara    R.    R.    Ca..   Ja€anan.   Tn. 

Otklawaka    V.ll.y    Railraaa1    Ca..    Raaaua.     fU. 

Raau.    Laai»IIU.    K>. 
lTaala   Rallraaa^   Ckkaca. 
ftaatkara    PacMc    Rallraa^.    (  h.r.,» 
El  Paaa  *  SaalfcwwUni  Si.l.«i.  Chirac*. 
Manialac.    MarqMiu   A   ».    E.    R.    R..    U»>»-ta«.    Mirk. 
Dalatk.  Saatk  Bkara  *  AUaalic  Rjr..  Dm). Ik.  Mian. 
8t.  jMtpk  felt  UM  Rr.  Ca..  St. 
M.    R.   *   B.   T.   R.    R.  Ca..   Baua  T. 
t.   R.   I.  *  P.  RT.  Ca..  Mllwaahaa.  1 

Mala*   BaUnaa'.   Drtr.u. 
aat  Caaat  Rail««>  <  ...  N«v  Yark. 
C   C.  A   O.    Rr.   Ca..  O*T«lai>4.  O. 
Laafrtflla  *   NaakrlD*   Railraad  Ca..   CW.ri.aJ.   O. 


The  initial  cost  is  the  only  expense 
connected  with  these  tariff  files.  When 
this  is  compared  with  the  continuous 
saving  made  through  proper  routing  and 
correct  rates,  it  is  evident  that  the  best 
tariff  files  are  a  necessary  and  paying 
investment. 


— Tl— Too    Bwtion 


— T2— ' 


•T  »  r  I  «  flit 
Section  with 
14  —  t   Inch 
I>rop    Float 
Drawam 


-T»-T  »  r  I  ff  ni. 
••Uoa  with 
16  — 1  Inch 
Itoop    Front 
Dnmn. 


-T»— 8  I  I  d  I  n  t 
•half  8«o- 
Uon. 


-T4— T  a  r  I  It  ait 

Station  with 
It— 4  Inch 
Drop  Front 
Dramra, 


— T6 — Twn -drawer 


-T7— •  an  itirv 
Bait  8n- 

•it 


Write  Today  for  Tariff  File  Information 


P.  A.  WETZEL  COMPANY 


Chicago  Salesroom: 

1351   Marquette  Building 


Addreaa  all  Correspondence  to 

General  Office  and  Factory: 
Springfield,  Illinois 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK         PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO         PORTLAND          SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO         PORTLAND         SEATTLE          TACOMA 


Through  Bill*  of  Lading  issued  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Island*. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 


Marquette  Bldg.         Lafayette  Bldg.         Oliver  Building  Central  Bldg. 
Chicago                    Philadelphia                Pittsburgh  Los  Angeles 

Pierce  Building         Mobile  Liners,  Inc.,  Agents          A.  Le  Blanc,  Agent 
St.  Louis  Mobile,  Ala.  New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 


Railway  Exchange 
Portland 


L.  C.  Smith  Bldg. 
Seattle 


GwOrleans 


GATEWAY  to  GULF  COAST,  CALIFORNIA  and  the  TROPICS 

Three  fast   Illinois   Central   trains  every  day  from   Chicago   and   St.  Louis  to  New 
Orleans;   two  from  Louisville. 

PANAMA  LIMITED:   From  Chicago  12:30  p.  m.;  from  St.  Louis  4:30  p.  m. 

One  of  the  world's  finest  trains;   barber,  ladies'  maid,  valet,  shower  bath.     Connects 
at  New  Orleans  with  the  Sunset  Limited  to  California. 

NEW  ORLEANS  LIMITED:  From  Chicago  6:15  p.  m.;  from  St.  Louis  10:30  p.  m. 

Through  sleeping  cars  Chicago  to  New  Orleans,  Hot  Springs,  Houston  and  San  Antonio 

NEW  ORLEANS  SPECIAL:  From  Chicago  8:45  a.  m.;  from  St.  Louis  1:00  p.  m. 

From  Louisville:  New  Orleans  Special,  12:10  p.  m.;  New  Orleans  Limited,  9:50  p.  m. 

Steamship  service  from  New  Orleans  to  Cuba,  Central  America  and  Panama. 

For  fares  and  information  ask: 

J.  V.  LANIGAN,  General  Passenger  Agent,  502  Central  Station,  Chicago,  Illinois 

Illinois  Central 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION.  CHICAGO.  ILL. 

(Copyr^ht.  1421.    Ftfuenth  YMT) 
A  working  tool  for  traffic  men.  both  industrial  and  railroad,  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 


Vol.  XXIX 
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E.  f.  HAMM.  1   _ 

HENRY  A.  PALMER.  Edtor 

H.  W.  KELLOGG.  A*. 


W.  C  TYLER.  Somtary-Tnuunt 

E.  C  VAN  ARSOEU  &mr*m  M*no*r 

lJHlMMWr 

A.  E.  HEtSS.  CW. 

Wuhnpon  Nm  Buraw 


PORATON.  DM**  »nd  AouW 


M  ond  of  p«nod  unku 

p*y»bfc  »  oraW  of  THE  TRAFFIC  SERVICE  COR 
CMC*>  or  Nn.  York  mA»*. 


TERMS  OF  SUBSCRIPTION 


ONE  YEAR  .    .    . 
SIX  MONTHS     . 
THREE  MONTHS 
SINGLE  COPY    . 


•W.M 

6  M 


.J5 


4IMJO  South  Market  Street. 
CHICAGO.  ILL 


Colorado 
WASHINGTON.    >C 


REDUCTIONS   IN   RATES 

In  this  column  last  week  we  endorsed  the  position 
of  the  National  Industrial  Traffic  League  that  general 
reductions  in  freight  rates,  when  made,  should  be  made 
by  the  percentage  method  on  all  rates,  both  class  and 
commodity,  for  the  reason  that  it  was  by  this  general 
percentage  method  that  rates  were  increased,  under 
the  order  in  Ex  Partc  No.  74.  in  order  to  give  the  car- 
riers sufficient  revenue.  And  yet  we  can  see  that  there 
are  good  arguments,  not  for  the  kind  of  piece-meal  and 
political  reductions — b'kc  the  ten  per  cent  reduction  on 
agricultural  commodities— that  have  been  made  or  that 
may  be  proposed,  but  for  some  other  well  considered  and 
general  plan,  scientifically  conceived,  that  would  bring 
down  such  rates  as  ought  to  come  down — and  bring 
them  down,  perhaps,  more  than  they  would  be  brought 
down  if  a  general  reduction  of,  say,  ten  per  cent  should  be 
decided  on — and  leave  where  they  are,  or  not  reduce  as 
much  as  ten  per  cent,  or  even,  perhaps,  increase  over  the 
present  level  certain  other  rates  that  lend  themselves  to 
the  possibility  of  a  high  level. 

For  instance,  it  has  been  pointed  out  to  us  by  cer- 
tain carriers  that  there  are  a  great  many  rates  that  ought 
not  to  be  reduced  at  all,  including,  for  example,  the 
class  rates  that  carry  that  portion  of  the  traffic  which 
is  able  to  and  should  contribute  a  larger  share  toward 
maintaining  the  transportation  enterprise  than  it  has 
contributed  in  the  past,  but  that,  in  considering  the  rates 

•*o-called   basic   commodities   making  up    the   heavy 

nage  of  traffic,  reductions,  when  they  are  made,  ought 

to  be  made  by  the  general  percentage  method.    One  able 

•md  broad-minded  representative  of  the  carriers  writes 

as  follows: 

"The  flass  rates  and  certain  commodity  rates  on 
higher  valued  articles  where  the  traffic  is  easily  able  to 

-'I  the  rate*  now  in  effect,  we  think,  ought  not  to  be 
•n  somr  instance*,  this  character  of 


rates  would  bear  further  advances  without  in  any  way 
disturbing  the  movement  of  business.  These  are  the 
rates  which,  under  the  onslaught  of  rival  jobbing  com- 
munities, have  been  continuously  reduced  by  orders  of  the 
Commission  during  a  long  period  of  years,  and  it  is 
demonstrable  that  the  rates,  as  they  now  stand,  after 
the  increases  made  by  the  Director-General  and  under 
Ex  Parte  74,  arc  not  higher  than  this  traffic  can  reason- 
ably afford  and  still  move  freely.  There  may  be  ex- 
ceptions, but  I  believe  there  are  few;  and  I  also  believe 
that  some  of  these  rates  might  actually  be  raised. 

"You  will  sec  that  there  is  a  sharp  distinction  be- 
tween the  view  that  the  percentage  method  ought  to  be 
applied  in  reducing  the  rates  on  certain  kinds  of  basic 
commodities  and  the  other  view  that  a  horizontal  per- 
centage reduction  ought  to  be  applied  to  all  rates  in 
the  country.  The  latter  method  would  reduce  the  r 
on  a  great  deal  of  traffic  which,  we  think,  ought  not  to 
be  reduced.  The  National  Industrial  Traffic  League 
ought  to  endorse  this  view,  because  its  members  are  in- 
terested, not  only  in  the  free  movement  of  traffic,  but  also 
in  an  efficient  transportation  machine ;  and  the  way  to 
accomplish  these  two  objects  is  to  reduce  rates  where 
they  are  so  high  as  to  prevent  free  movement,  but  not 
to  reduce,  or  even  to  raise,  the  rates  on  other  business 
which  is  easily  able  to  afford  it  and  still  move  freely. 
This  would  include  the  class  rates  and  certain  commod- 
ity rates  on  valuable  articles,  and,  generally  speaking, 
all  rates  on  short  hauls  where  the  amount  of  the  freight 
ciMrgc  does  not  tend  to  restrict  free  movement." 

Our  answer  to  this  is  that  our  correspondent  may  be 
right  in  his  theory  of  rates,  but  the  immediate  problem  is 
to  reduce  the  level  of  freight  rates  just  as  soon  as  the 
operating  expenses  of  the  carriers  will  permit.  If  this 
reduction  could  be  accomplished  scientifically  without 
the  delay  that  would  attend  an  investigation  to  deter- 
mine the  proper  relationship  between  class  and  com- 
modity rates,  we  should  say  that  that  relationship  ought 
to  be  determined  now  while  the  question  of  general 
reductions  is  up  for  settlement.  In  other  words,  the 
question  raised  by  our  correspondent  is  one  that  presents 
no  different  aspect  now,  because  of  the  increases  under 
Ex  Parte  74  and  the  demand  for  reductions,  from  that 
it  has  presented  for  years.  It  is  one  that  should  be 
answered,  but  would  not  an  attempt  to  answer  it  now  in- 
volve a  much  longer  delay  than  the  demands  of  the  time 
seem  to  justify?  There  is  nothing,  of  course,  to  prevent 
the  carriers  from  presenting  thi*  view  to  the  Comnm 
sion  in  the  present  general  rate  inquiry,  hut  would  not 
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Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  *  N.  R.  R.,  H.  *  O.  R.  R.,  N.  C. 
&  St.  L.  Ry..  via  Jackson.  Tenn..  Southern  Ry.  via  Middleton.  Tenn.. 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany,  Miss..  A.  &  V.-V.  8. 
&  1'  Rys.,  via  Newton.  Miss.,  Vicksburg.  Miss.,  and  Shreveport,  La., 
i.  &  S.  I.  R.  R..  via  Laurel,  Miss.,  diverging  rail  and  steamship  line* 


_.. i —      via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


HUM 

4:30  p.  m.  •  Lv. 

12:30  a.  m.  83  Lv. 

12:47  p.  m.  next  day  247  Ar. 

3:25  p.  m    next  day  261   Ar. 

4 :20  p.  m    next  day  298  Ar. 

4:10  a.  m    2nd  day  41*  Ar. 

5:40  a.  m    2nd  day  448  Ar. 

2:30  a.  m    2nd  day   356  Ar. 

5:30  p.  m    2nd  day  529  Ar. 


Jackson,  T«nn.  Ar 
New  Albany, Miss.  Ar 
Newton,  Miss.  Lv 
Meridian.  Miss.  Lv 
Laurel.  Miss.  L» 
Mobile,  Ala.  LT 
New  Orleans,  La.  Lv 
Vicksburg.  Mid.  Lv 
Shreveport.  La*  Lv 


8:00  a.  m.  2nd  day 
12:3*  a.  ra.  2nd  day 
11:65  a.  m. 

7:35   a.    m. 

8:45  a.  m. 
10:00  p.  m. 

9:40  p.  m. 

5:00  a.  m. 

3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel.  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian.  Miss..  Laurel,  Miss.,  and  Mobile,  Ala..  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gulfport.  Mobile  and 

"THE  ROAD  OF  SERVICE" 


S°UTH -EAST 


Mississippi  Central  Railroad  Company 
Louisiana  &  Arkansas  Railway  Company 


MR.  SHIPPER:— 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN points  it  will  pay  you  to  investigate  the  new  NATCHEZ  ROUTE. 

Excellent  roadbed,  equipment  and  schedules,  which  are  co-ordinated 
with  those  of  connecting  lines  and  are  reliably  maintained,  enable  us  to  give 
you  the  kind  of  service  you  want. 

ROUTE  FROM  THE  WEST  VIA  SHREVEPORT,  LA.,  STAMPS 
OR  HOPE,  ARK.,  CARE  NATCHEZ  ROUTE. 

ROUTE  FROM  THE  EAST  VIA  MOBILE  OR  HATTIESBURG, 
CARE  NATCHEZ  ROUTE. 


H.  R.  Wilson, 

Traffic    Manager,    Mississippi    Central    R.    R., 
Hattiesburg,  Miss. 


B.  S.  Atkinson, 

Traffic    Manager,    Louisiana    &    Arkansas    Ry., 
Texarkana,  Ark. 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


Traffic  Department  Representatives: 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,        .        H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,               General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.     622  Insurance  Bldg.  330  Ry.  Exchange  Bldg. 

Dallas,  Tex.                       Oklahoma,  Okla.  Kansas  City,  Mo. 
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the  effect  of  such  a  presentation  be  to  delay  a  finding 
much  longer  than  will  be  the  case  if  the  inquiry  is  con- 
ducted without  going  into  this  phase  of  the  matter,  and 
is  not  the  business  need  now  for  a  speedy  decision  and 
some  sort  of  settled  condition? 

\Ve  should  say  that  the  proper  course  to  pursue 
now  would  be  to  attempt  to  get  operating  costs  down 
.ind  to  translate  immediately  any  reductions  in  such 

>  into  reductions  in  rates,  those  rate  reductions  to  be 
made  by  the  general  percentage  method.  Even  admit- 
ting that  the  relationship  of  class  and  commodity  rates 
niproper,  we  think  that  this  is  another  story  and 
-•.-tiled  in  anolher  proceeding.  We  say  this, 
realizing  that  if  the  class  rates  are  once  brought  down 
in  a  general  rate  reduction  it  will  be  difficult  to  get  them 
up  again,  as  the  resuft  of  an  investigalion  as  to  their 
relationship  with  commodity  rates;  but  it  will  be  no  more 
difficult  than  to  attempt  to  have  the  relalionship  properly 
adjusted  now.  Besides,  to  attempt  to  have  it  adjusted 
now  would  interfere  with  and  delay,  the  more  important 
purpose  of  getting  the  general  rale  level  down  as  soon 
as  it  can  properly  be  brought  down. 


RATE  COMMITTEE   DOCKETS 
The   situation    with    respect   to   publication   of   the 

kets  of  ihe  railroad  rale  committees  in  the  Traffic 
Bulletin  and  the  Daily  Traffic  World  is  exactly  the 
same  as  it  was  last  week — lhal  is,  we  are  still  publish- 
ing the  dockels  of  certain  committees  that  have  asked 
for  a  little  time  in  which  to  make  up  their  minds  what 
to  do,  and  have  discontinued  the  dockels  of  olhcr  com- 
mittees lhal  have  nol  asked  for  more  lime  or  signified 
in  any  olher  formal  way  lhal  ihey  are  thinking  of  mak- 
ing a  change  in  iheir  mclhod  of  procedure.  We  make 
ibis  statement  for  the  benefit  o{  our  subscribers  who  are 
vitally  intereslcd  in  ihese  dockels  and  who,  having  for- 
merly depended  on  us  for  them,  must  now  make  some 
other  arrangement  to  get  them,  or  go  without  them — 
unless  the  carriers  make  some  arrangement  wilh  us  lhat 
will  enable  us  lo  publish  ihem.  We  may  say  for  ihc 
benefit  of  ihese  subscribers  lhal  we  consider  il  likely 
that  at  least  some  of  ihe  commillees — perhaps  all — 
will  decide  either  lo  give  us  their  dockets  and  pay  part 
of  the  cost  of  printing  them,  or  will  make  us  their  ex- 
clusive medium  so  thai  we  can  afford  to  publish  them 
as  a  means  of  oblaining  circulation  lhal  will  justify 
the  expense  of  publication. 

A  few  of  our  subscribers  seem  to  feel  aggrieved  that 
we  have  withdrawn  from  the  field.  There  is  no  good 
reason  for  such  feeling.  We  have  no  obligation  lo  eilher 
the  carrier  or  ihe  shipper  in  ihis  matter  and  neither  has 
any  right  to  depend  on  us  for  distribution  of  the  dockels 

•  pi  under  some  such  arrangement  as  may  seem  to 

us  profitable.    We  are  nol  a  charity  organization  society 

bul  a  corporation  engaged  in  Irying  lo  make  a  living. 

undertook    publication    of    these    dockets    at    ihe 

time  the  carriers  decided  lo  issue  ihcm,  as  a  means  of 

ing  service  lo  shippers  al  a  profil  lo  ourselves.     We 

:id  we  could  not  do  it  and  we  decided   to  slop  it, 

unless  the  carriers  could  see  their  way  clear  to  adopt 

of  the  method*  we  suggested  as  a  means  of  making 


it  possible  for  us  tu  continue.  That  is  all  there  is  to  it. 
We  arc  here  and  if  carriers  and  shippers  can  make  use 
of  us  in  this  matter  \ve  shall  be  glad  to  help — but  not 
at  any  great  expense  to  ourselves. 

Whatever  is  done,  it  seems  to  us,  the  carriers  must 
adopt  some  plan  by  which  all  accredited  shippers  may 
have  all  the  dockets  in  which  they  are  interested.  The 
distribulion  of  ihe  dockets  by  them  has  no  other  purpose 
lhan  to  give  information  to  shippers.  That  being  true, 
they  should  not  discriminate  among  shippers — to  say 
to  one  shipper,  for  instance,  that  he  must  belong  to  a 
commercial  organization  in  order  to  get  the  docket 
through  that  organization,  or  to  another  that  he  cannot 
have  the  docket  of  a  certain  regional  committee  because 
his  plant  is  not  in  thai  region.  The  carriers,  it  seems 
to  us,  if  they  wish  to  continue  issuing  rate  dockets,  and 
to  do  it  with  adequacy  and  without  discrimination,  must 
cither  send  their  dockets  to  all  shippers  desiring  them 
(perhaps  with  a  charge  for  the  service)  ;  or  they  must 
adopl  some  official,  exclusive  medium,  like  Ihe  Traffic 
Bulletin,  in  which  to  publish  the  dockets  where  inter- 
ested shippers  may  find  them ;  or  they  might  combine 
the  Iwo  plans,  helping  us  defray  the  cost  of  publication 
if  they  desire  us  to  print  them,  in  addition  to  whatever 
olher  means  of  dislribulion  may  seem  wise  to  them. 


STATE  LEGISLATION  VAGARIES 
A  recent  example  of  the  peculiarities  and  vicious- 
ness  of  stale  transportation  legislation  is  a  law  that  has 
just  become  operative  in  Alabama,  under  which  the 
stale  commission  audits  freight  bills  for  shippers  and 
takes  its  pay  in  ten  per  cenl  of  any  money  refunded  by 
Ihe  railroads  as  a  resull  of  its  investigations.  If  none 
is  refunded  the  shipper  pays  nothing.  The  commission 
is  urging  that  all  freight  bills  for  the  last  six  years  be 
sent  to  it  for  auditing,  and  it  has  organized  a  depart- 
ment for  doing  this  work. 

At  firsl  ihoughl,  this  piece  of  legislation  might  only 
be  considered  ridiculous,  and  some  might  even  think  it 
a  convenient  thing  for  shippers,  which,  of  course,  it  iv 
Bul  ihe  law  is  posilively  vicious  and  is  illuslrative  of 
thai  lack  of  apprecialion  of  propriely  lhal  is  character- 
-tati*  of  so  many  of  our  law  makers  and  administrators. 
The  slate  commission  is  the  regulalor  of  Ihe  railroads. 
Ils  word,  wilhin  its  jurisdiction,  is  law  for  them.  They, 
naturally,  are  not  inclined  to  run  counter  to  it,  except 
where  absolulely  necessary.  Suppose,  ihen,  a  slate  com- 
mission finds  lhat  a  certain  railroad  owes  a  certain  ship- 
per a  certain  sum  of  money  collected  by  an  alleged 
overcharge.  Will  the  railroad  pay  the  claim  or  fight  it? 
Obviously  it  will  be  inclined  to  pay  it,  regardless  of  the 
merits  of  the  case.  Thus,  the  shippers  of  Alabama  have 
a  good  thing  and  the  railroads  hold  the  bag. 


CANAL  PURCHASE  RECOMMENDED 
Purchase  by  tbe  government  of  the  Cape  Cod  Canal  in 
Massachusetts  was  urged  before  the  House  committee  on  inter- 
state and  foreign  commerce  this  week  by  Secretary  of  War 
Weeks,  Secretary  of  Commerce  Hoover,  and  Secretary  of  Navy 
Denby.  The  hearing  was  on  the  bill,  Introduced  by  Representa- 
tive Winslow,  chairman  of  the  committee,  providing  for  the  pur- 
chase at  $11,600.000  through  the  payment  of  $5,500,000  and  the 
assumption  of  $6,000,000  of  bonds.  The  three  secretaries  consti- 
tuted a  committee  which  Investigated  the  property  with  a  view 
to  purchase  by  the  government 
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SUBSIDIZED  COMPETITION 

(The   Galveaton    News) 

The  Mississippi  Barge  Line  Service  transports  freight  be- 
tween all  points  on  that  stream,  from  St.  Louis  to  New  Orleans, 
at  rates  that  are  20  per  cent  lower  than  those  charged  by  the 
railroads.  The  reason  given  to  justify  that  differential  is  in 
the  assertion  that  the  barge  line  can  move  freight  that  much 
more  cheaply  than  the  railroads  can.  The  assertion  lacks  some- 
thing of  being  a  justification  of  that  differential,  for  the  suffi- 
cient and  ample  reason  that  it  does  not  fit  the  fact.  The  Mis- 
sissippi Barge  Line  Service  is  owned  and  operated  by  the 
government.  Hence  it  pays  no  taxes,  no  interest  on  the  capital 
that  has  been  invested  in  its  barges,  and  nothing  toward  the 
cost  of  making  the  Mississippi  a  navigable  stream  and  of  main- 
taining it  as  such.  Moreover,  it  is  only  within  the  last  year 
that  it  has  earned  its  operating  expenses,  having  but  barely 
done  it  within  that  time  and  having  failed  even  to  do  that  pre- 
viously to  that  time.  It  is  evident,  therefore,  that  the  differ- 
ential made  in  its  favor  is  economically  unsound,  since  its  lower 
rates  do  not  enable  it  to  earn  all  the  expenses  that  are  properly 
chargeable  against  the  service.  The  service  even  now  costs 
more  than  those  who  are  the  recipients  of  it  pay  for  it,  and 
the  deficiency  is  made  up  with  money  put  into  the  United  States 
Treasury  by  the  taxpayers  of  the  country,  as  well  those  living 
thousands  of  miles  from  the  Mississippi  as  those  who  live  along 
its  banks.  It  is,  in  other  words,  a  subsidized  transportation 
service  to  which  the  ra-ilroads  traversing  the  Mississippi  Valley 
are  subject. 

Notwithstanding  the  differential  is  thus  as  indefensible  in 
equity  as  it  is  uneconomical  as  a  policy,  it  is  now  proposed  to 
give  it  virtually  a  nation-wide  application.  For  there  is  pend- 
ing on  the  docket  of  the  Interstate  Commerce  Commission  a 
petition  to  require  the  railroads  to  publish  joint  rail  and  water 
rates  from  practically  all  points  in  the  country  to  points  along 
the  Mississippi,  from  St.  Louis  to  New  Orleans,  that  shall  be 
about  20  per  cent  lower  than  existing  rail  rates  between  those 
inland  points  and  those  points  along  the  Mississippi.  If  that 
were  done,  grain  and  cotton  could  be  shipped  from  virtually  all 
points  above  the  northern  boundary  of  Texas  more  cheaply  to 
New  Orleans  than  to  Galveston  or  any  Texas  port,  and  this 
notwithstanding  the  rail  haul  to  the  nearest  Mississippi  River 
point  would,  in  all  instances,  be  practically  as  long  as  the  rail 
haul  to  Galveston  or  some  other  Texas  port,  and,  in  some  in- 
stances, longer.  As  an  example,  the  rail  haul  from  Denver  to 
Memphis  would  be  1,124  miles  and  to  Galveston  1,123  miles. 
Yet,  notwithstanding  the  rail  haul  to  Galveston  is  shorter  by 
a  single  mile  than  to  Memphis,  wheat  could  be  shipped  from 
Denver  to  New  Orleans  via  Memphis  at  4  cents  per  100  pounds 
less  than  it  could  to  Galveston. 

The  figures  themselves  expose  the  inequity  of  that  proposal 
more  clearly  than  words  could  be  made  to  do.  They  make  it 
manifest  beyond  all  denial  that  the  granting  of  this  petition 
would  inflict  a  ruinous  injustice  not  only  on  the  port  of  Gal- 
veston and  all  ports  west  of  the  Mississippi,  but  an  equal  one 
as  well  on  the  railroads  which  have  lines  to  those  ports,  but 
which  do  not  have  lines  to  Mississippi  River  points.  Again  to 
explain  by  means  of  example,  the  Santa  Fe  would  be  put  to 
the  necessity  either  of  reducing  its  rates  to  Galveston  to  the 
equivalent  of  the  joint  rail-and-water  rates  to  New  Orleans  on 
all  grain,  cotton  and  other  export  commodities  originating  on 
its  lines  above  the  Texas  border  or  turning  over  all  such  traffic 
to  the  first  connecting  road  that  has  a  line  into  Memphis.  What 
it  would  do  if  confronted  by  that  alternative  it  is  not  necessary 
to  consider.  It  is  sufficient  to  observe  that  it  could  keep  export 
traffic  originating  on  its  lines  to  its  Galveston  terminus  only 
by  competing  with  the  barge  line  service  on  the  Mississippi 
from  St.  Louis  to  New  Orleans. 

Whether  it  would  be  either  just  or  expedient  to  subject  it 
and  the  other  railroads  like  circumstanced  to  the  competition 
of  the  barge  line  service,  even  if  the  barge  line  rates  were  com- 
pensatory, would  itself  be  a  debatable  question.  But  since  the 
barge  line  rates  are  not  compensatory,  in  that  the  barge  line 
does  not  earn  all  the  costs  of  service  that  are  chargeable  to 
it,  the  injustice  and  inexpedlence  of  doing  so  are  so  manifest 
as  to  move  one  to  marvel  at  the  audacity  of  those  who  have 
presented  the  petition  referred  to  to  the  Interstate  Commerce 
Commisison.  For  what  they  propose  is  that  the  railroads  serv- 
ing ports  west  of  the  Mississippi  be  made  to  compete  with  a 
subsidized  barge  line  service  and  with  a  service  which  gets  its 
subsidy  out  of  the  United  States  Treasury.  It  is  a  proposal  which, 
If  adopted,  must  have  the  effect  either  of  depriving  ports  west  of 
the  Mississippi  of  sea-borne  commerce  for  which  they  are  the 
nearest  and  most  convenient  gateway,  and  so  well-nigh  ruin  them, 
or  of  enabling  them  to  retain  it  at  the  expense  of  the  railroads 
which  would  have  to  compete  with  a  subsidized  barge  line 
service. 

There  could  be  no  valid  complaint  perhaps  if  barge  line 
rates  were  maintained  at  a  level  that  made  the  traffic  they 
carry  pay  the  entire  cost  of  the  service.  Commerce  should  be 
allowed,  and  pvpn  made,  to  move  through  thp  most  natural  and 


economical  channels.  But  the  channels  which  would  be  created 
by  the  adoption  of  this  proposal  would  be  neither  the  most  nat- 
ural nor  the  most  economical  ones  They  would  be  artificial 
channels,  made  so  by  the  charging  of  rates  that  would  not  de- 
fray the  cost  of  service  through  them.  Instead  of  being  more 
economical,  the  movemnt  of  commerce  through  those  artificial 
channels  would  be  more  expensive,  for  to  the  transportation 
charge  that  it  would  be  made  to  bear  there  would  have  to  be 
added  that  part  of  the  barge  line's  expenses  which  the  federal 
government  is  made  to  bear. 

It  can  hardly  be  thought  possible  that  the  Interstate  Com- 
merce Commission  will  do  the  thing  that  it  has  been  asked  to 
do.  It  requires  no  strained  reading  of  the  law  it  administers 
to  find  an  absolute  legal  inhibition  of  the  proposal  that  has 
been  made  to  it.  But  even  if  there  were  no  such  inhibition,  it 
must  find  in  the  most  elemental  considerations  of  justice  and 
national  expedience  Imperative  reasons  for  denying  the  petition 
that  has  been  presented  in  the  name  of  the  common  welfare,  but 
in  the  selfish  interest  of  a  relatively  very  small  community. 


COMMISSION  ORDERS 

The  Northwestern  Lumbermen's  Association  has  been  per- 
mitted to  intervene  in  No  13314,  West  Coast  Lumbermen's  Asso- 
ciation vs.  Abilene  &  Southern  et  al. 

Petition  filed  on  behalf  of  Takata  &  Co.,  intervener,  for 
rehearing  in  No.  11168,  D.  Nagase  &  Co.,  Ltd.,  vs.  Director- 
General,  Great  Northern  et  al.,  has  been  denied. 

On  petition  of  the  American  Railway  Express  Company,  the 
Commission  has  reopened  for  further  hearing  No.  4662,  In  the 
matter  of  the  issuance  ^.nd  use  of  passes,  franks  and  free  pas- 
senger service. 

Defendants'  petition  for  modification  of  the  order  entered 
September  28,  1921,  in  No.  11910,  James  A.  Coad  vs.  Chicago, 
St.  Paul  Minneapolis  &  Omaha  Railway,  Director-General  et  al., 
has  been  denied. 

Petition  for  reargument  in  No.  11739,  Omaha  Chamber  of 
Commerce,  Traffic  Bureau  vs.  C.  B.  &  Q.  et  al.,  filed  by  com- 
plainant, has  been  denied. 

Armour  &  Co.  has  been  permitted  to  intervene  in  No.  13222, 
American  Salt  &  Coal  Co.  vs.  A.  T.  &  S.  F.  et  al.,  No.  13222, 
Sub  No.  1,  Bevis  Rock  Salt  Co.  vs.  A.  T.  &  S.  F.  et  al.,  and 
No  •--"»  Roval  Salt  Co.  vs.  A.  T.  &  S.  F.  et  al. 

The  Dubuque  Shippers'  Association,  Clinton  Manufacturers' 
and  Shippers'  Association,  Davenport  Chamber  of  Commerce, 
Keokuk  Chamber  of  Commerce  and  Muscatine  Shippers'  Associa- 
tion have  been  permitted  to  intervene  in  No.  13181,  Burlington 
Shippers'  Association  et  al.  vs.  A.  C.  &  Y.  et  al. 

On  petition  of  respondents  the  Commission  has  reopened 
for  further  hearing  I.  and  S.  No.  1320,  Oil  from  Texas  ports  to 
Sulphur  Mine,  La. 

The  Military  Tract  Shippers  of  Livestock  Association  has 
been  permitted  to  intervene  in  No.  12630,  the  National  Live 
Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 

On  petition  of  complainant,  the  Commission  has  reopened 
for  further  hearing  No.  11541,  Arizona  Corporation  Commission 
et  al.  vs.  Arizona  Eastern  et  al. 

On  petition  of  defendants,  the  Commission  has  reopened  for 
further  hearing  No.  11130,  Indian  Packing  Corporation  vs.  Do- 
rector-General,  Ann  Arbor  et  al.  The  effective  date  of  the 
order  entered  September  1,  1921,  has  been  postponed  until  the 
further  order  of  the  Commission. 

The  State  of  Louisiana,  Louisiana  Public  Service  Commis- 
sion and  State  Highway  Department  of  Louisiana  have  been 
permitted  to  intervene  in  No.  13183,  the  National  Association 
of  Sand  &  Gravel  Producers  vs.  Southern  Railway  et  al. 

Upon  petition  of  complainants  the  Commission  has  reopened 
for  further  hearing  No.  11481,  The  Certain-teed  Products  Cor- 
poration et  al.  vs.  A.  T.  &  S.  F.  et  al.  This  case  will  be  heard 
in  connection  with  I.  and  S.  1468,  building  and  roofing  paper,  be- 
tween Western  Trunk  Line  points. 

The  Commission  has  denied  the  Director-General's  motion 
to  dismiss  the  complaint  in  No.  13294,  Pacific  Grain  Co.  vs.  Di- 
rector-General, and  has  directed  that  the  complaint  be  assigned 
for  hearing  for  the  purpose  of  determining  the  administrative 
question. 

Motion  to  dismiss  the  complaint  in  No.  13149,  Pennsylvania 
Power  &  Light  Co.  vs.  Director-General,  and  Lehigh  &  New  Eng- 
land, filed  by  the  Director-General,  has  ben  denied. 

The  Chamber  of  Commerce  of  Kansas  City,  Mo.,  has  been 
permitted  to  intervene  in  No.  13098,  Arbuckle  Brothers  et  al. 
vs.  Ann  Arbor  et  al. 

The  lola  Cement  Mills  Traffic  Association,  the  Great  West- 
ern Portland  Cement  Company  of  Kansas,  the  Monarch  Cement 
Company,  Ash  Grove  Lime  &  Portland  Cement  Company,  the 
Fredonia  Portland  Cement  Company,  the  Western  States  Port- 
land Cement  Company,  Dewey  Portland  Cement  Company  and 
Bonner  Portland  Cement  Company  have  been  permitted  to  inter- 
vene in  No.  12701,  the  Atlas  Portland  Cement  Co.  vs.  C.  B.  & 
Q.  et  al.,  and  No.  12702,  same  vs.  same. 

The  Cape  Girardeau  Portland  Cement  Company  has  been 
permitted  to  intervene  in  No.  13387,  Missouri  Portland  Cement 
To  et  al.  vs.  A.  T  &  S.  F.  et  al. 
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Current  Topics 

in  Washington 


Geographical  Selection  of  Commissioners. — Growls  by 
southern  senators  against  the  fact  that  President  Harding,  thus 
far,  has  not  given  the  South  any  representation  on  the  Commis- 
sion, eroked  some  sympathetic  utterances  from  men  who  do  busi- 
ness with  the  Commission.  The  great  majority  of  the  men  of 
that  class,  however,  had  to  packer  their  brows  in  an  effort  to 
recall  the  states  whence  the  various  Commissioners  came.  In 
other  words,  geography,  up  to  this  time,  has  meant  nothing  to 
those  having  business  with  the  Commission.  About  the  only 
references  to  geography  that  are  to  b*  found  in  any  of  the 
reports  of  the  Commission  are  the  statements,  in  a  few  cases, 
that  such  and  such  a  Commissioner  did  not  participate  In  such 
and  such  a  case.  Such  lines,  however,  have  a  geographic  mean- 
ing only  to  those  who  have  taken  the  trouble  to  recall,  if  they 
ever  knew,  the  home  state  of  the  commissioner  who  excused 
himself,  and  the  locale  of  the  case  In  which  such  a  line  may  have 
been  used.  Memory  says  such  a  Une  has  been  used  in  connection 
with  the  names  of  Commissioners  Campbell  and  Altcblson.  They 
meant  that  Aitchison.  as  a  member  of  the  Oregon  commission. 
had  had  something  to  do  with  the  matter,  or  that  Campbell  as 
a  practicing  commerce  counsel,  was  interested  in  the  case.  '  At 
time  Senator  Trammed  criticised  Aitchison.  the  Southern 
Hardwood  Traffic  Association  case  had  not  been  disposed  of.  It 
was  common  gossip  around  the  Commission,  however,  that 
Commissioner  Cos.  a  Jerseymaa.  who  heard  the  case.  Chief  Ex- 
aminer Quirk,  a  MUsourian.  who  sat  with  Commissioner  Cox 
and  Commissioner  Campbell,  a  Washington  state  man.  were' 
of  the  opinion  that  the  hardwood  men  had  made  oat  a  case.  If 
geography  had  had  anything  to  do  with  the  case,  it  Is  suggested, 
the  three  men  would  not  hare  dared  to  bold  such  an  opinion  if 
as  might  be  Inferred,  what  the  South  favored  the  rest  of  the 
country  would  not  think  good. 

It  Is  notorious  that  there  Is  seldom  a  disagreement  among 
traffic  men  based  on  state  or  sectional  lines.  Such  disagree- 
ments might  be  possible  were  the  railroads  under  one  control, 
but  they  are  not.  Therefore,  It  is  more  frequently  the  case  that 
the  shippers  and  railroads  of  one  section  will  be  In  a  combination 
for  the  accomplishment  of  a  specific  purpose,  while  the  railroads 
of  some  other  section  will  be  opposing  them,  without  the  help 
i  a  rule,  of  the  shippers  In  that  section.  In  the  negotiation 
between  the  southern  lumbermen  for  lower  rates  they  have 
had  the  support  of  a  considerable  number  of  southern  railroads. 
According,  however,  to  reports  given  out  before  the  Southern 
Hardwood  Traffic  Association  case  was  filed,  the  opposition  to 
reductions  came,  not  from  western  lumbermen,  but  from  north- 
ern and  eastern  railroads.  Eastern  and  northern  traffic  men  op- 
posed redactions  from  both  the  West  and  South,  not  because 
the  northern  and  eastern  lumbermen  urged  them  to.  but  because 
they  said  the  redactions  proposed  would  simply  result  In  losses 
of  revenue  without  help  to  the  lumbermen.  Southern  traffic  men 
frequently  have  suggested  that  a  southern  man  should  be  on 
the  Commission,  bat.  so  far  as  can  be  recalled,  not  one  of  them 
has  ever  suggested  that  he  had  lost  a  good  case  because  there 
was  not  a  man  from  the  far  South  on  the  Commission.  Chairman 
McChord  Is  from  Kentucky.  Cynically  Inclined  men  suggest  that 
forced  selection  of  com  m  Us  loners  from  the  different  sections 
the  country  would  be  almost  equivalent  to  a  command  to  the 
man  selected  from  a  given  section  that  In  all  cases  he  should 
be  prepared  to  paraphrase  the  toast.  "My  country,  may  It  always 
be  right,  but  right  or  wrong,  my  country." ' 

To  Wnom  May  One  Nof  Sell?— The  Siipreme  CoJrt,  January 
».  gave  the  "tired  business  man"  another  decision  to  think  about 
By  a  division  of  five  to  four,  it  upheld  the  Federal  Trade  Com- 
mission's  order  in  the  Beech-Nut  Packing  Company  case,  with 
modifications.    The  trade  body  ordered  the  packing  company  to 
its  efforts   to   prevent   Its  goods  falling   Into  the  hands  of 
price-cotters,  wholesale  or  retail      The  court  reiterated  the  right 
if  a  manufacturer  to  pick  his  customers,  but  apparently  It  said 
e  might  not  make  a  list  of  the  ones  to  whom  he  would  not  sell. 
nor  employ  salesmen  to  drum  up  trade  for  the  wholesalers  who 
f.ad  signified  their  Intention  of  maintaining  prices  suggested  by 
The  parking  company  had  made  up  a  list  of  wholesalers 
and  retailers  to  whom  It  would  not  sell.     It  also  employed  men 
o  check  up  on   retailers  to  see  that   they  observed   prices  sug- 
gested  by  It.     To  enable  it  to  make  Its  check   more  certain.  It 
marked  Its  goods  In  such  a  way  that  It  could  trace  them  down 
taller.    All   such   things,  the  Trade  Commission  said. 
'!  an  unfair  method  of  competition. 

Associate  Justice  Holmes.  In  a  dissenting  opinion,  suggested 

the  law  already  given  the  Beech-Nut  people  a  monopoly  In 

the  making  and  selling  of   the  kind  of  goods  offered  under  Its 

mine  and  brand      No  other  maker  of  catsup  and  things  of  that 

Mr.  Holmes  suggeated.  has  the  right   to  claim  his  wans 


to  be  the  product  of  the  Beech-Nut  company;  that  it  can  create 
an  absolute  monopoly  in  the  sale  of  its  goods  by  confining  its 
sales  to  one  vendee.  He  could  not  see  any  unfairness  in  the 
method  used  by  the  respondent  in  marketing  Its  goods.  The 
court,  however,  saw  in  its  practices  a  "dangerous  tendency  un- 
duly to  hinder  competition  or  create  monopoly."  It  said  the 
Beech-Nut  system  of  merchandising  went  far  beyond  the  simple 
refusal  to  sell  goods  to  men  who  would  not  sell  at  stated  prices, 
which,  in  the  Colgate  case,  was  held  to  be  within  the  legal  right 
of  the  producer;  that  the  system  used  by  it  constituted  a  scheme 
which  restrained  the  natural  flow  of  commerce  and  the  freedom 
of  competition  in  the  channels  of  interstate  trade,  which  it  said 
it  has  been  the  purpose  of  all  anti-trust  acts  to  maintain.  If  a 
manufacturer  can  take  all  the  decisions  of  the  courts  under 
the  anti-trust  and  Federal  Trade  Commission  laws  and  tell  what 
he  has  a  right  to  do  and  what  he  may  not  do,  it  has  been  sug- 
gested, he  will  know  more  than  90  per  cent  of  the  lawyers  who 
claim  to  be  experts  in  that  line  of  cases.  Under  the  Colgate 
case,  he  is  told  he  has  a  right  to  refuse  to  sell.  Under  the 
Beech-Nut  case,  he  Is  again  told  the  same  thing;  but,  apparently, 
it  Is  unlawful  for  him  to  gather  information  on  which  he  can 
base  an  intelligent  judgment  as  to  those  to  whom.  In  the  con- 
servation of  his  Interests,  he  should  not  sell,  because  their  acts 
tended  to  destroy  the  market  he  had  created  for  his  wares. 

*  -      - 

Settling  Railroad  Matters  Out  of  Court — The  Harding  admin- 
istration has  done  more  than  any  of  its  predecessors  to  have 
questions  pertaining  to  transportation  "settled  out  of  court."  It 
has  encouraged.  If  not  commanded,  moves  such  as  resulted  in 
the  10  per  cent  reduction  on  the  agricultural  list.  Now  Secretary 
Hoover  is  trying  to  persuade  the  railroad  and  labor  heads  to 
come  to  an  understanding  so  as  to  avoid  the  Railroad  Labor 
Board.  The  administration's  efforts  have  attracted  the  atten- 
tion of  men  who  have  no  trouble  In  recalling  that  the  country 
has  spent  something  like  $40.000,000.  the  price  of  one  first-rate 
battleship  at  present  prices.  In  setting  up  and  maintaining  the 
Commission  to  pass  on  the  very  question  whether.  In  the  Interest 
of  the  whole  country,  it  was  right  that  the  railroads  should  make 
a  contribution  for  the  benefit  of  agriculture.  By  Implication, 
the  Commission  approved  that  reduction  because  It  allowed  the 
tariffs  to  go  into  effect — In  fact,  permitted  them  to  go  Into  effect 
on  short  notice.  The  Commission,  in  a  conference  to  which 
the  public  was  not  invited,  discussed  the  questions  growing  out 
of  the  proposal  to  cut  off  10  per  cent  with  ihe  railroad  execu- 
tives, without  permitting  any  other  Interest  to  come  in  and  make 
a  showing.  If  possible,  that  to  give  so  much  relief  to  agricultun 
would  deprive  some  other  Industry  of  an  opportunity  to  obtain 
anything. 

President  Wilson  was  criticized,  in  1914.  for  daring  express 
the  hope  that  the  Commission  would  see  Its  way  clear  to  make 
a  5  per  cent  increase  in  rates.  According  to  practically  every 
report,  administration  officials  did  everything  they  could  to 
coerce  the  railroad  executives  to  give  the  10  per  cent  reduction, 
but  there  has  not  been  much  outspoken  criticism  of  its  acts. 
The  only  difference  In  facts.  It  has  been  pointed  out  In  discussion, 
Is  that  Wilson  made  his  suggestion  while  a  formal  application 
for  permission  to  make  the  Increase  was  before  the  Commission, 
while  the  Harding  efforts  were  put  forth  when  the  only  case 
before  the  Commission  that  related.  In  any  way.  to  the  rates  on 
agricultural  products,  was  the  western  grain  rate  case. 

Petroleum  Decision  Needed. — Unless  the  Commission  hurries. 
It  may  not  be  able  to  get  out  its  decision  in  No.  10511,  Western 
Petroleum  Refiners'  Association  vs.  Director-General  et  al.,  be- 
fore the  rates  under  attack  have  been  sent  to  the  scrap  pile  by 
the  acts  of  the  carriers  in  the  Southwest.  The  things  that  have 
already  been  done  to  the  rates  have  put  the  nerves  of  all  the 
traffic  managers,  both  railroad  and  shipper,  more  or  less  on 
edge.  The  Commission  stepped  in  with  a  suspension  order 
holding  up  the  16.5-cent  export  rate  proposed  from  Shreveport 
to  New  Orleans  and  Baton  Rouge  Later  It  suspended  the  14-cent 
proportional  to  Natchez.  But  those  are  not  the  only  things  the 
carriers  have  done  or  propose  to  do.  Hacking  at  the  oil  rates 
In  that  part  of  the  country  has  been  one  of  the  regular  occupa- 
tions, apparently,  of  railroad  traffic  men.  The  Commission,  to 
permit  some  of  the  carriers  to  meet  truck  competition,  allowed 
some  reductions  to  be  made.  The  case  mentioned  was  submitted 
more  than  two  yrars  ago.  Much  water  has  passed  over  the  dam 
and  under  the  bridge  since  that  time,  not  to  mention  the  dis- 
covery of  several  oil  fields.  The  complaint  of  the  Western  i 
trolcum  Refiners'  Association  was  Intended  to  bring  about  a 
better  relationship  In  rates.  It  Is  taken  for  granted  by  those 
Interested  In  It  that  a  decision  will  be  made  In  time  to  be  of 
benefit  to  them,  but  ft  Is  admitted  that  the  introduction  of  new 
factors  m  the  problem  ban  not  tended  to  simplify  It. 


Competition  and  Joint  Directors.— It  is  believed  the  orders 
of  the  rommlsslon  with  regard  to  Interlocking  directorates 
show  that  It  Intends  applying  the  principles  of  the  anti-trust 
laws  to  situations  of  that  kind.  That  Is  to  say.  it  will  not  allow 
a  man  to  serve  on  the  boards  of  directors  of  roads  that  compete 
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even  when  the  competition  is  only  such  as  takes  place  between 
the  Illinois  Central  and  the  Baltimore  &  Ohio  in  southern  Illinois. 
That  competition  may  be  in  the  carrying  of  coal  for  short  dis- 
tances. There  is  something  of  competition  in  the  carrying  of 
grain,  the  Illinois  Central  competing  for  grain  to  be  sent  out  of 
the  country  through  the  Gulf  ports,  and  the  Baltimore  &  Ohio 
for  dispatch  through  Baltimore  or  Philadelphia.  The  rates  of 
the  two  carriers,  however,  are  so  carefully  supervised,  it  is 
believed  the  ordinary  man  might  have  trouble  in  seeing  the 
competition  clearly,  or  in  discovering  how  one  man  serving  on 
the  boards  of  the  two  roads  could  dictate  the  policy  of  both.  In 
the  case  of  J.  Ogden  Armour  the  Commission,  in  effect,  said  he 
had  not  proved  that  his  continuance  on  two  boards  would  not 
adversely  affect  either  public  or  private  interests.  The  orders 
of  the  Commission  are  formal  and  are  not  backed  up  by  reports, 
such  as  the  law  says  it  shall  make  with  regard  to  the  rate  cases 
decided  by  it,  so  the  reasons  for  what  it  does  are  to  be  obtained 
only  by  deductions  drawn  from  the  facts  set  out  in  the  appli- 
cations of  the  men  which  are  denied  or  granted  in  the  alternative, 
which  alternative  is  only  possible  in  the  case  the  applicant  de- 
sires to  serve  on  the  boards  of  three  or  more  carriers,  or  be  an 
official  of  three  or  more.  The  orders  thus  far,  however,  have- 
not  suggested  that  the  Commission,  in  denying  any  application, 
was  influenced  by  any  consideration  other  than  that  the  applicant 
desired  to  serve  on  the  boards  of  competing  railroads. 


Hoover  as  a  Peacemaker. — The  coal  operators  of  the  country 
are  watching  Secretary  Hoover's  efforts  to  assure  peace  in  the 
transportation  world  with  probably  greater  interest  than  some 
railroad  men.  It  is  understood  they  hope  he  will  succeed  in 
averting  trouble  in  the  transportation  part  of  the  country's  in- 
dustry, but,  generally  speaking,  they  are  understood  to  be  op- 
posed to  success  on  the  basis  of  special  treatment  for  the 
railroads.  They  do  not  want  a  settlement  that  might  be  used 
as  a  precedent  for  a  "national"  settlement  of  the  issues  between 
the  miners  and  the  operators.  They  would  regard-  such  a  settle- 
ment as  practically  equivalent  to  a  resumption  of  government 
control  over  the  coal  industry,  and  that  they  do  not  want.  In 
fact,  they  have  not,  as  a  rule,  taken  kindly  to  the  suggestions 
of  President  Harding  for  handling  the  question  by  methods 
other  than  direct  negotiations  between  the  miners  and  the  op- 
erators. They  are  not  wishing,  it  is  said,  as  a  body,  for  any 
such  settlement  as  was  forced  on  the  hard  coal  industry  by 
President  Roosevelt  in  1902,  the  year  of  the  big  hard  coal  strike. 
In  that  year  a  national  commission,  in  effect,  told  the  operators 
what  they  would  have  to  do.  The  body  appointed  as  a  result 
of  Roosevelt  getting  into  the  case,  to  all  intents  and  purposes, 
made  a  national  settlement.  It  was  not  nation-wide,  for  the 
simple  reason  that  the  occurrence  of  hard  coal  is  restricted, 
while  soft  coal  occurs  in  practically  every  part,  under  conditions 
that  vary  as  widely  as  the  conditions  that  cause  and  justify  varia- 
tions in  rail  rates.  The  tendency  on  the  part  of  railroad  labor 
is  to  insist  on  national  agreements,  settlements,  and  so  forth, 
and  if  Hoover  negotiates  a  settlement  of  that  kind,  the  operators 
will  be  inclined  to  regard  it  as  making  their  trouble  greater  than 
if  nothing  of  the  kinds  were  done.  Hoover  is  also  trying  to  pre- 
vent any  trouble  between  the  miners  and  the  operators.  The 
crisis  in  the  railroad  relations  will  take  place  March  1,  and  in 
coal  mining,  one  month  later.  A.  E.  H. 


AGRICULTURE  AND  FREIGHT  RATES 

(From  the  address  of  henry  C.  Wallace,  secretary  of  Agriculture,  be- 
fore the  Traffic  Club  of  Philadelphia,  January  9.) 

It  would  be  unfair  to  say  that  the  unprecedented  depression 
in  which  we  find  agriculture  today  is  due  wholly  to  the  very 
large  increases  in  freight  rates  which  have  been  imposed  during 
the  past  three  years,  but  it  is  fair  to  say  that  these  increased 
freight  charges  are  a  large  factor  in  retarding  agricultural  re- 
covery. If  prices  now  received  by  farmers  for  their  crops  were 
such  as  prevailed  in  1919  and  the  earlier  part  of  1920  they  could 
pay  the  increased  freight  rates  without  serious  inconvenience. 
But  farmers  are  not  receiving  such  prices.  Instead  they  are 
compelled  to  take  prices  no  more  on  the  average  than  the  pre- 
war normal,  and  in  the  case  of  some  crops  considerably  below. 
In  Iowa,  for  example,  the  farmers  are  receiving  for  their  corn 
a  price  equal  to  but  65  per  cent  of  the  prewar  normal,  for  their 
oats  but  61  per  cent  of  the  prewar  normal,  and  for  their  cattle 
and  hogs  somewhat  less  than  the  prewar  normal.  They  are 
paying  their  hands  132  per  cent  of  the  prewar  normal,  are  pay- 
ing rent  on  land  values  160  per  cent  of  the  prewar  normal,  and 
even  since  the  late  reductions  are  paying  freight  rates  150  per 
cent  of  the  prewar  normal.  Practically  everything  the  farmer 
buys  is  well  above  the  prewar  normal  at  the  point  of  production 
and  to  those  higher  prices  must  also  be  added  the  higher  freight 
rates  to  farms.  It  is  this  condition  which  makes  the  present 
state  of  agriculture  so  serious.  In  times  past  we  have  seen 
lower  prices  for  farm  crops,  but  In  those  times  the  cost  of 
things  the  farmers  bought  were  low  in  proportion.  The  trouble 
now  is  that  whereas  the  prices  the  farmer  receives  for  his  crops 
are  lower  than  before  the  war,  the  price  he  pays  for  the  things 
he  needs  are  from  twenty-five  to  seventy-five  per  cent  above  the 


prewar  prices.  Hence  the  purchasing  power  of  the  major  farm 
crops  is  probably  lower  than  at  any  time  in  our  history,  and 
this  has  very  much  to  do  with  the  nation-wide  industrial  and 
business  depression. 

While,  as  I  have  said,  we  cannot  hold  the  increase  in  freight 
rates  solely  responsible  for  the  troubles  of  the  farmer,  they 
contribute  very  much  to  these  troubles.  I  would  go  further  and 
say  that  it  is  doubtful  whether  agriculture  can  make  a  complete 
recovery  for  many  years  unless  the  normal  ratio  between  the 
prices  the  farmer  receives  for  his  crops  and  the  freight  rates 
he  pays  both  on  what  he  sells  and  what  he  buys  is  re-established 
very  soon.  Unless  this  normal  ratio  is  restored  there  must 
come  a  prolonged  period  of  both  agricultural  and  industrial 
readjustment  which  will  have  a  profound  effect  upon  transporta- 
tion as  'well. 

In  thus  insisting  upon  the  necessity  of  still  further  reduc- 
tions in  freight  rates  to  meet  the  present  agricultural  situation, 
I  am  not  unmindful  of  the  imperative  need  of  railroad  revenues 
adequate  to  cover  operating  and  maintenance  costs  and  make 
possible  first-class  service.  Neither  am  I  unmindful  of  the  seri- 
ous difficulties  under  which  the  railroads  have  labored  in  recent 
years  For  a  time  they  experienced  exactly  the  same  sort  of 
trouble  the  fanner  is  experiencing  now.  They  were  compelled 
to  accept  large  advances  in  costs  of  operation  and  maintenance 
without  corresponding  advances  in  revenue.  It  was  natural  that 
they  should  try  to  meet  such  condition  by  securing  increases 
in  freight  rates.  At  the  time  no  doubt  that  seemed  to  be  the 
only  solution  of  the  difficulty.  And  at  the  time  also  prices  of 
other  things  were  correspondingly  high  and  the  increases  could 
be  justified.  But  that  time  has  gone  by.  Agriculture  urgently 
needs  the  adjustment  of  freight  rates  on  farm  products  to  a 
point  at  which  they  bear  about  the  same  ratio  to  the  price  the 
farmer  received  for  those  products  as  prevailed  before  the  war. 
If  there  are  obstacles  which  stand  in  the  way  of  such  adjust- 
ment, some  way  must  be  found  to  remove  them.  Deficits  must 
be  met  by  reductions  in  operating  costs  rather  than  by  ad- 
vances in  rates.  It  would  be  far  better  for  all  of  us  if  during 
this  reconstruction  period  a  general  price  level  about  sixty  per 
cent  above  the  prewar  normal  could  be  established.  It  would 
be  better  if  farm  prices  could  come  up  to  this  level  rather  than 
that  other  prices  be  forced  down  to  it.  But  since,  either  because 
of  world-wide  disturbances  or  because  we  do  not  know  enough, 
this  seems  impossible  at  present  at  least,  other  prices  must 
come  down  as  agricultural  prices  come  up  until  the  normal  rela- 
tion is  restored.  Forty  per  cent  of  our  people  are  directly 
dependent  upon  what  they  grow  from  the  soil,  and  the  purchas- 
ing power  of  that  forty  per  cent  cannot  long  continue  so  seri- 
ously out  of  relation  to  the  purchasing  power  of  the  other 
sixty  per  cent  If  we  do  not  recognize  the  national  danger 
in  this  condition  and  take  prompt  measures  to  cure  it,  the 
cure  will  come  through  the  operation  of  brutal  economic  forces 
which  will  lay  upon  the  sixty  per  cent  who  do  not  live  on 
the  farms  a  burden  heavy  as  that  which  the  farmers  are 
now  bearing,  and  a  burden  which  will  cause  them  even  greater 
suffering. 

The  relation  between  agriculture  and  transportation  is  no 
very  intimate  and  dependent  that  neither  can  afford  to  acquiesce 
in  a  condition  which  seriously  affects  the  other.  They  must 
work  together  in  harmony  and  understanding.  They  are  neces- 
sary to  one  another.  In  general,  what  hurts  one  hurts  the  other. 
When  one  prospers  the  other  should  prosper.  They  are  alike 
indispensable  to  our  national  well  being.  Co-operation  beiween 
these  two  great  industries  is  all  the  more  needed  now  as  we 
wear  through  this  period  of  economic  disorder  at  home  ".nd 
abroad  and  enter  a  new  era  in  our  national  life.  Heretofore 
we  have  grown  rapidly  and  without  conscious  plan  in  a  larsje 
way. 


LUMBER  COMPLAINT  FILED 

The  Traffic  World  Washington  Bureau 

The  Southern  Pine  Association  has  submitted  to  the  Commis- 
sion for  filling  a  complaint  against  the  adjustment  of  rates  on 
lumber  from  its  points  of  origin  to  all  destinations,  alleging  viola- 
tions of  the  first  three  sections,  alleging  that  the  rates  charged 
are  higher,  mileage  and  service  considered,  than  the  rates 
charged  competitors  with  mills  in  Kentucky,  Tennessee,  Wiscon- 
sin, Michigan,  Minnesota,  Montana,  Idaho,  Oregon  and  Wash- 
ington. It  alleges  that  the  rates  charged  are  excessive,  unrea- 
sonable and  unjust,  as  well  as  unduly  preferential  and  unduly 
prejudicial. 


LOCOMOTIVES  IN  BAD  REPAIR 

Out  of  64,791  locomotives  on  line  December  15,  according  to 
a  report  by  the  car  service  division  of  the  American  Railway  As- 
sociation, 12,509  or  19.3  per  cent  were  in  need  of  repairs  requir- 
ing 24  hours  or  longer,  and  3,423  or  5.3  per  cent  were  in  need 
of  repairs  requiring  less  than  24  hours.  The  number  of  service- 
able locomotives  stored  was  6,151.  Of  the  number  of  locomotives 
in  need  of  repairs  requiring  more  than  24  hours,  2,864  were  pas- 
spnger,  7,364  were  freight,  and  2.281  were  switch  engines 
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Decisions  of  Interstate  Commerce  Commission 


BILL  OF  LADING  CHANGES 

In  a  report  on  the  application  of  the  committee  representing 
carriers  in  Official  Classification  territory,  the  Commission  has 
modified  its  report  on  No.  4844.  domestic  bill  of  lading  and  live 
stock  contract.  The  original  report  is  to  be  found  in  64  I.  C.  r 
357.  This  report,  modifying  the  original  outgiving,  was  put 
out  in  mimeographed  form,  without  opinion  or  page  numbers. 

Two  changes  are  authorized.  They  are  in  accordance  with 
the  application  mentioned  in  The  Traffic  World,  January  7,  p. 
44.  The  first  is  a  change  in  the  language  of  the  first  sentence  of 
section  7  of  the  conditions  of  the  domestic  bill  of  lading,  so  as 
to  make  it  certain  that  the  consignee  has  not  been  relieved  of 
the  duty  of  paying  charges.  The  second  removes  the  word  "dupli- 
cate" from  in  front  of  the  word  "original"  on  the  face  of  the 
domestic  bill  of  lading  and  inserts  it  in  front  of  the  word  "orig- 
inal" in  the  lire  stock  contract  That  was  done  because,  the 
committee  suggested,  the  use  of  the  word  "duplicate"  in  con- 
nection with  the  domestic  bill,  would  interfere  with  the  negotia- 
bility of  the  bill. 

The  Commission  said  there  was  no  intention  on  its  part  to 
attempt  to  relieve  the  consignee  from  obligations  Imposed  upon 
them  by  law.  As  to  the  word  "duplicate"  11  said  its  attention 
was  not  called  to  any  objections  to  its  use,  when  it  used  it  In 
the  original  report  on  the  matter. 

As  modified,  by  the  words  placed  within  quotation  marks, 
section  7  will  read  as  follows: 

"The   owner  or   roniiKtire   »h»U   j>.  tin    *n<l    average,    it 

and  all  other  lawful  charge*  accruing  on  aatd  property;  nut." 
except  In  thoae  Instance*  where  It  may  lawfully  he  authorised  to 
do  »o.  no  carrier  by  railroad  shall  deliver  or  rH!n.|ul«h  pocaeaalon 
at  destination  of  the  property  covered  by  thin  Mil  of  lading-  until 
ad  tariff  rate*  and  char«r«  thereon  have  been  pal-! 

REPARATION   ON  LUMBER 

Awards  of  reparation  have  been  made  on  numerous  ship- 
ments of  lumber  from  points  In  Alabama  to  destinations  In 
northern  and  eastern  states,  started  in  December.  1917.  and  for- 
warded on  the  Louisville  combination,  in  No.  11003.  McGowln 
Lumber  A  Export  Company  et  at  vs.  Director-General,  Gulf. 
Florida  ft  Alabama  et  al..  opinion  No.  7814.  64  I.  C.  C.  (94-8. 
The  Commission  found  that  some  of  the  shipments  had  been 
mlsrouted,  causing  overcharges  and  that  others  bad  been  plain 
overcharged;  also  that  demurrage  was  assessed  on  cars  held  at 
Louisville  and  Chattanooga  without  tariff  authority,  because  em- 
bargoes bad  been  laid  against  the  destinations  In  the  northern 
and  eastern  state*. 

The  trouble  aros«  over  shipments  via  Louisville  and  junc- 
tions other  than  Cincinnati,  the  usual  gateway.  The  shipments 
were  started  out  for  the  junctions  and  reconslgnment  orders 
were  sent  forward  at  the  same  time.  The  defendants  contended 
that  the  combinations  did  not  apply  via  Louisville,  thence  over 
the  Baltimore  ft  Ohio  via  Cincinnati  to  final  destinations,  but 
the  Commission  said  their  contentions  on  that  point  was  dis- 
posed of  In  an  earlier  case  brought  by  the  same  company  and 
disposed  of  In  69  I.  C.  C.  231.  la  which  the  Commission  said 
there  were  no  restrictions  on  the  routing. 

Demurrage  was  Illegally  messed,  the  Commission  said,  be- 
cause, when  the  shipments  moved,  the  tariffs  did  not  forbid  re- 
consignment  to  embargoed  points. 


for  shipment  was  the  test  to  be  applied  in  the  distribution  of 


' 


DISTRIBUTION   OF   GRAIN   CARS 

The  Commission  has  dismissed  No.  12662  Farmers  Grain 
Company  vs.  Chicago.  Rock  Island  ft  Pacific,  opinion  No.  7319. 
64  I.  C.  C.  730-1.  holding  that  the  Rock  Island  did  not  discrim- 
inate against  the  complainant  In  the  distribution  of  empty  grain 
cars  for  loading  at  Prairie  Home.  Neb.,  between  August  2  and 
September  21.  1920.  The  complainant  was  given  four  cars  and 
Its  competitor  double  that  number. 

According  to  the  Commission's  report  the  Rock  Island's 
rale  was  based  on  the  Commission's  decision  In  Farmers  Eleva- 
tor Co.  vs.  C.  M.  *  St.  P..  47  I.  C.  C.  475.  In  which  It  sug- 
gested a  rale  based  on  ability  to  load  promptly.  The  complain- 
ant's elevator  had  a  capacity  of  6.000  bushels.  Its  competitor 
could  hold  14.000  but  usually  contained  only  10,000.  The  com- 
plainant averred  that  the  Rock  Island  erred  In  not  taking  Into 
consideration  the  fact  that  It  had  substantially  5.000  bushels  In 
the  country  adjacent  to  IU  elevator,  which  could  have  been 
loaded,  and  the  fact  that  In  each  of  the  two  years  preceding 
rhA  mmplalnant  shipped  as  many  cars  as  Its  competitor, 
so  that  on  the  score  of  visible  supply  of  grain  and  performance 
In  other  years.  It  was  on  a  footing  of  equality  with  Its  competi- 
tor snd  should  therefore  have  been  given  as  many  cart. 

The  record  showed  that  the  Nebraska  commission  advised 
the  complainant  that  the  amount  of  grain  actually  on  band  ready 


RATE  ON  CRUDE  PETROLEUM 

Although  a  proportional  rate  of  11  cents  was  established, 
voluntarily  after  the  shipments  moved,  the  Commission,  in  a  re- 
port on  No.  12035,  National  Refining  Company  vs.  Director-Gen- 
eral, Louisville  &  Nashville  et  al.,  opinion  No.  7317,  64  I.  C.  C., 
704-8,  held  unreasonable  a  rate  of  47.5  cents  on  crude  oil  from 
Beattyville,  Ky.,  to  Cincinnati  only  to  the  extent  that  it  exceeded 
16.5  and  ordered  reparation  to  that  basis  on  37  carloads  of  crude 
oil  shipped  from  Beattyville  to  Findlay,  O.,  between  December 
5,  1918.  and  January  14.  1919.  The  11-cent  rate  was  established 
the  day  after  the  last  mentioned  date  and  the  complainant  tried 
to  obtain  reparation  to  the  basis  of  that  rate. 

Whjle  the  11-cent  rate  was  established  voluntarily  by  the 
Director-General,  his  lawyers,  in  defending  him  against  the  com- 
plaint, asserted  that  the  rate  was  sub-normal  and  established 
without  regard  to  traffic  or  operating  conditions  such  as  are 
usually  considered  for  experimental  purposes. 

Commissioner  Potter  dissented  on  the  ground  that  the  com- 
ponent from  Beattyville  should  not  have  exceeded  11  cents  not- 
withstanding the  allegation  that  It  was  made  for  experimental 
purposes  and  notwithstanding  the  fact  that  in  many  other  cases 
the  Commission  had  said  that  owing  to  a  lesser  density  of  traffic 
rates  south  of  the  Ohio  River  might  exceed  those  north  thereof. 
That  argument  about  what  the  Commission  had  said  about  rates 
south  of  the  Ohio  was  made  by  the  Director-General  to  show  why 
the  complainant  In  this  case  should  not  have  reparation  to  the 
basis  of  the  11-cent  rate  when  It  was  shown  that  the  component 
from  Cincinnati  to  Findlay  for  a  slightly  longer  haul  was  16.5 
cents. 

Combination  rates  of  43.5  and  65.5  cants  were  Imposed  on  the 
shipments  without  tariff  authority,  the  legally  applicable  rate 
having  been  63  cents. 

The  Commission  ordered  reparation  to  the  basis  of  a  rate 
of  32  cents,  composed  of  16.5  from  Beattyville  to  Cincinnati  and 
15.5  beyond.  The  combination  of  11  and  15.5  cents  yielded  ton- 
mile  of  14.1  mills  and  a  car-mile  of  37.2  cents. 


ALLOWANCE  FOR  CAR  SPOTTING 

Reiterating  what  had  been  said  In  many  other  industrial 
railway  cases,  the  Commission,  in  a  report,  written  by  Commis- 
sioner Altchison.  free  from  the  multiplicity  of  detail  that  usually 
marks  reports  prepared  In  accordance  with  the  form  set  for 
examiners,  has  dismissed  No.  10906.  Cambria  Steel  Co.  vs. 
Director-General.  Pennsylvania  Railroad  Co.  et  al..  opinion  No. 
7321,  64  I.  C.  C.  737-43.  holding  that  the  denial  of  the  defend- 
ants to  complainant  of  an  allowance  for  spotting  cars  within 
Its  plant  at  Johnstown,  Pa.,  equal  to  the  cost  of  such  service 
to  complainant,  had  not  been  shown  to  have  subjected  the  steel 
company  to  the  payment  of  unreasonable  rates,  or  to  undue 
preference,  or  to  damage. 

fa  June,  1914.  the  Pennsylvania  and  Baltimore  &  Ohio 
agreed  to  pay  the  steel  company  the  cost  of  doing  that  work,  but 
not  more  than  $2.19  per  car.  In  twenty-three  of  the  twenty-five 
months  covered  by  the  cost  study  of  the  steel  company  the 
cost  of  performing  that  common  carrier  service  was  shown  to 
have  been  In  excess  of  the  allowance,  running  as  high  as  $4 
per  car.  The  steel  company  showed  that  costs  on  its  railroad, 
like  costs  on  the  trunk  lines,  had  gone  up,  but  the  Commission 
said  that  It  has  not  power  to  direct  the  payment  of  an  allowance 
and  therefore  it  has  no  power  to  direct  an  Increase  in  the  allow- 
ance. 

At  the  conclusion  of  the  bearing  counsel  for  the  trunk  lines 
made  the  usual  offer  to  do  the  spotting  If  the  steel  company 
would  allow  them  to  do  It  in  their  own  way  at  their  own  time 
and  without  interference  on  the  part  of  the  Industry.  They 
contended  that  under  such  an  arrangement  they  would  be  per- 
forming their  whole  legal  duty.  The  complainants  said  that  it 
would  be  impracticable  to  have  the  spotting  and  the  Interplant 
services  performed  without  some  ro-ordlnatlon  under  one  direct- 
ing head,  for  which  the  offer  of  the  trunk  lines  did  not  provide. 

The  railroad  equipment  of  the  complaining  company  con- 
sists of  nearly  86  miles  of  standard  gauge  track  and  14  miles 
of  narrow  gauge,  the  latter  being  used  In  the  plants. 

The  steel  company  has  43  standard-gauge  locomotives,  1,194 
cars.  30  narrow-gauge  engines  and  150  narrow-gauge  cars,  with 
a  complete  railroad  staff  to  operate  Its  railroad  system,  which 
embraces  four  classification  yards.  They  handled.  In  1918.  the 
year  In  which  the  cost  studies  were  made,  251.785  cars.  Blllc 
for  Inbound  freight  that  year,  paid  by  the  complainant,  amountr-d 
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to  $6.284,223.15.    In  disposing  of  the  case  Commissioner  Aitchison 
said: 

This  complaint  Is  brought  upon  the  theory  that  the  transportation 
service  covered  by  the  line-haul  rates  to  and  from  Johnstown  Is  not 
competed  at  the  interchange  tracks,  but  includes  the  entire  move- 
ment between  those  tracks  and  the  vnrious  points  of  loading  and  un- 
loading within  the  plant;  and  that  defendants  have  employed  com- 
plainant to  perform  that  part  of  the  movement  which  Is  beyond  the 
Interchange  tracks.  That  a  carrier  may  thus  by  contract  employ  the 
owner  of  property  transported  to  perform  a  portion  of  the  transporta- 
tion aervice  Is  recognized  by  Section  15  of  the  Interstate  commerce 
act.  The  effect  of  such  a  contract  with  the"  carrier  Is  to  determine. 
as  between  the  parties  thereto,  the  amount  to  be  paid  for  the  services 
rendered.  •  Our  duty,  under  Section  15,  Is  to  take  care  lest  the  amount 
paid  become  so  large  as  to  amount,  in  effect,  to  an  unlawful  con- 
cession to  a  shipper  from  the  transportation  rate.  We  may,  .under 
that  section,  determine  what  is  a  reasonable  charge  as  the  maximum 
to  be  paid  by  the  carrier,  and  fix  the  same  by  appropriate  order.  The 
Supreme  Court  has  said.  In  Atchison  Railway  Co.  vs.  United  States, 
232  U.  S.,  199,  that  whatever  transportation  service  or  facilitv  the 
law  requires  the  carriers  to  supply  they  have  the  right  to  furnish.  If 
the  shipper  becomes  dissatisfied  with  his  bargain  he  may  cease  to 
render  the  service,  and  defendants  must  then  provide  for  service  to 
the  extent  of  their  legal  obligation.  We  are  without  power  to  require 
carriers  to  pay  allowances  to  shippers  for  spotting.  Buckeye  Steel 
Castings  Co.  vs.  H.  V.  Ry.  Co.,  58  T.  C.  C.,  500.  A  fortiori,  we  cannot 
compel  a  carrier  to  Increase  an  allowance  of  this  kind  on  the  sole 
ground  that  it  is  inadequate  to  cover  the  cost  to  the  shipper  whom  it 
has  employed  to  perform  the  particular  service. 

The  complaint  Includes  an  allegation  that  by  reason  of  the  In- 
adequacy of  the  allowance  complainant  has  been  subjected  to  the 
payment  of  unreasonable  and  excessive  rates  to  and  from  Johnstown, 
in  violation  of  Section  1  of  the  act.  Our  decisions  in  National  Malle- 
able Castings  Co.  vs.  P.  *  L.  E.  R.  R.  Co.,  51  I.  C.  C.,  537,  and  Sharon 
Steel  Hoop  Co.  vs.  Pa.  Co.,  51  I.  C.  C.,  545,  are  cited.  These  cases 
are  clearly  distinguishable  from  the  Instant  case  in  this  particular, 
that  there  the  allowance  out  of  the  locality  rate  had  been  entirely 
discontinued  for  a  time,  thus,  In  effect,  increasing  the  line-haul  rate. 
In  this  case  •  the  allowance  agreed  upon  has  been  regularly  paid  by 
defendants  and  accepted  by  complainant.  Complainant  is  now  re- 
ceiving the  same  service  in  return  for  the  Johnstown  rate  as  when 
the  allowance  was  first  established.  If  the  allowance  paid  it  for  per- 
forming a  part  of  the  total  service  covered  by  the  line-haul  rates,  viz., 
the  terminal  services,  is  now  less  than  the  out-of-pocket  cost,  that 
fact  no  more  demonstrates  the  unreasonableness  ot  the  Johnstown 
rates  than  if  defendant  carriers  had  employed  some  third  party  to  do 
the  work  at  a  price  which  he  found  to  be  unremunerative. 

The  practices  of  defendants  must  not  transgress  either  Sections 
1  or  3  of  the  act.  The  charge  of  undue  prejudice  is  based  on  the 
allegation  that  at  the  plants  of  certain  of  complainant's  competitors, 
located  in  Pittsburgh  and  Youngstown  districts  and  at  other  points, 
the  "locality"  rate  covers  the  switching  and  spotting  service  on  In- 
bound and  outbound  shipments  to  and  from  the  points  of  receipt  and 
delivery  within  the  plants,  this  service  being  performed  either  directly 
by  defendants  or  by  common  carrier  or  noncommon-carrier  industrial 
railways,  which  are  reimbursed  through  divisions,  absorptions,  or 
allowances  paid  by  defendants  out  of  the  locality  rate.  Defendants 
pay  to  the  Union  Railroad,  a  common-carrier  Industrial  railroad  which 
serves  various  plants  of  the  Carnegie  Steel  Company  in  the  Pittsburgh 
district.  10  cents  per  ton  on  traffic  of  that  industry.  The  same  amount 
is  paid  to  the  South  Buffalo  Railroad,  a  common-carrier  industrial  line 
operating  at  the  plant  of  the  Lacknwanna  Steel  Company  at  Lacka- 
wanna,  N.  Y.  The  magnitude  of  the  services  covered  by  these  pay- 
ments does  not  clearly  appear  of  record.  Nor  does  it  appear  whether 
such  payments  exceed,  are  equal  to.  or  are  less  than  the  cost  incurred 
by  these  industrial  common  carriers  in  performing  the  service  shown. 
In  any  event  a  division  out  of  a  point  rate  or  an  absorption  of  the 
charges  of  a  common-carrier  industrial  line  is  essentially  different 
from  the  allowance  contemplated  by  Section  15  of  the  act.  It  Is  not 
claimed  that  the  proprietary  Industries,  complainant's  competitors, 
are  receiving  from,  defendants,  through  the  common-carrier  industrial 
railways,  the  emiivnlent  of  any  greater  terminal  service  than  they  are 
entitled  to  receive  in  return  for  the  transportation  rates  paid  by  them 
to  defendants. 

Allowances    are    paid    to    noncommon-carrier    industrial    railways 

operated    by    complainant's    competitors    at    various    points.      These 

allowances  range  in  amount  from  68  cents  per  car  to  4.33  cents  per 

ton.     In  a  majority  of  instances  they  are  less  than  that  received  by 

complainant.     Exhibits  purporting  to  set  forth  all  cases  of  compensa- 

tion   paid   for  spotting   cars   in   trunk   line   and   central    freight  asso- 

tlon   territories  on   both   the   common-carrier  basis   and  the   plant- 

basis    Indicate    that    fourteen    divisions    or    absorptions    are 

granted   to   industrial  common   carriers,   and   63   allowances  to   plant- 

facility  railways.     Practically  all  the  allowances  on  the  plant-facility 

isis  were   fixed  at   the   same   time   and   by   the   methods   applied   in 

stermining  the  compensation  to  be  paid  to  complainant;     At  56  iron 

f£dt"^       &dUDtr,i,<is   ]oca^^on    th?    Pennsylvania    Railroad,    and    35 

on  the  Baltimore  &  Ohio  Railroad,  it  appears  that  the  terminal 

ever  performed  by  the  Industry  without  any  allowance  what- 

_.   At   certain   competing   steel   and    iron   mills    at   Youngstown    and 
Warren,  p.     Including   the   Republic   Iron   and   Steel   Co.,   Youngstown 
it  and   Tube   Co     Brier  Hill   Steel   Co.,    and   Trumbull    Stell   Co!! 
.hi^  u.an<J   other  carriers  have   for  many  years   delivered 
outhonnrt  sn'P™ents   at   the    usual    points   of    unloading    and    removed 
,     thJ  ?    niS«ip       i1,!    ffom     the     usual     polnts     of     loading     with- 
haiil   £»«      ™,With°Yt     any     c^Rrfe     f"     addition     to     the     line- 


haiil       »«      ™,  e        ne- 

This  service  was  and  Is  performed  with  pooled  power; 
nVnnf  fn"  ?ln*le  carr'er  does  all  of  the  switching  and  spotting  at  one 
Plant  for  the  account  of  all  the  carriers  serving  such  plant  ami  nil 

SSnSSSrtZffi  V?  "'"S1  a[£  ?^°rmPd  unde*  the  di?lcUtonaoflthe 
uiperlntendent  In  order  that  they  may  be  co-ordinated  with  the 
purely  plant  service  performed  with  plant  power.     Whether  the  com! 
pensatlon  pnld  by  the  carriers  for  services  performed  by  these  Shto 
pers   Is   relatively   more   favorable   than   thatP  before   us   is  not   clear' 

the  allegation  of  undue  prejudice  is  not  sustained. 
,,  complainant   is    In    active    competition   with    tlte    plants    at 

unRtown   and  Warren  in  the  sale  of  its  products    it  does  not  nn 


Railroad  Administration's  contention  that  the  complainant  was 
not  entitled  to  reparation  on  account  of  an  unreasonable  rate 
on  refined  oil  from  Cabin  Creek  Junction,  W.  Va.,  to  Bowling 
Green,  Ky.,  because  it  had  elected,  for  the  purpose  of  holding 
a  customer  at  Bowling  Green,  to  refund  to  him  the  difference 
in  the  rates  on  such  refined  oil  from  Cabin  Creek,  the  shipping 
station  of  the  complainant,  and  Falling  Rock,  a  competing  re- 
fining point,  from  which  place  the  rate  was  four  cents  lower,  at 
the  time  of  the  transportation,  December  20,  1918.  Prior  to 
that  time  the  rate  from  Cabin  Creek  was  half  a  cent  lower 
than  the  rate  from  Falling  Rock.  Cabin  Creek  Junction  is 
a  trifle  nearer  Bowling  Green  than  Falling  Rock.  One  refinery 
is  northeast  and  the  other  southeast  of  Charleston,  W.  Va., 
from  which  point  the  shipments  of  the  two  refineries  follow 
the  same  route.  One  of  the  quirks  created  by  General  Order 
No.  28  caused  the  rate  from  Cabin  Creek  to  go  up  more  than 
the  rate  from  Falling  Rock,  the  Cabin  Creek  rate  becoming 
41  cents  and  the  Falling  Rock  rate  37.  The  Commission  said 
that  36.5  cents  would  have  been  the  reasonable  rate  from  Cabin 
Creek  and  ordered  reparation  to  that  basis.  That  is,  it  applied 
only  one  increase  of  4.5  cents  per  100  instead  of  two. 

In  arguing  the  case  attorneys  for  the  Director-General  con- 
tended that  because  "complainant  was  not  required  to  pay  this 
amount  nor  was  It  paid  as  freight  charges  *  «  *  any  loss 
which  complainant  may  have  suffered  was  not  in  consequence 
of  any  violation  of  the  provisions  of  the  interstate  commerce 
act,  but  was  wilful  on  the  part  of  the  complainant." 

"This  contention,"  the  Commission  said,  "is  not  sound. 
Complainant  was  a  party  to  the  transportation  record  and  it  is 
not  disputed  that  it  actually  bore  the  burden  of  the  freight 
charges  over  and  above  what  would  have  been  charged  had 
the  rate  been  36.5  cents.  Whether  it  was  legally  obliged  to 
do  so  or  was  actuated  solely  by  considerations  of  commercial 
policy  is  immaterial.  On  the  facts  shown  complainant  is  the 
only  person  to  whom  reparation  could  legally  be  awarded." 


RATES  ON  COAL  AND  BRICK 

An  order  to  make  reparation  on  account  of  an  overcharge 
has  been  made  in  No.  11665,  Madison  Lumber  &  Mill  Company 
vs.  Director-General,  Camas  Prairie  et  al.,  opinion  No.  7315,  64 
I.  C.  C.  699-702.  As  to  rates  on  coal  and  brick  from  points  in 
Utah,  Idaho  and  Wyoming  to  Cottonwood  and  Nezperce,  Ida.,  it 
said  the  rates  were  not  unreasonable.  It  found  the  overcharge 
on  a  shipment  of  coal  from  Storrs,  Utah,  to  Nezperce  and  ordered 
reparation. 


this  record  that  complainant  was  damaged  by  reason  thereof! 

RATE   ON   REFINED    OIL 

In  a  report  on  No.  12053,  Pure  Oil  Company  vs.  Director- 

reneral,  as  agent,  Chesapeake  &  Ohio  et  al..  opinion  No.  7312 

688-90.    the   Commission    made    short    work    of   the 


LUMBER   CAR  DISTRIBUTION 

A  rule  for  the  distribution  of  cars,  during  periods  of  short- 
age, for  loading  with  lumber,  based  almost  wholly  on  perform- 
ance records  made  during  periods  of  adequate  supply,  has  been 
approved  in  a  report  on  No.  11961,  Wausau  Lumber  Co.  vs. 
Gulf  &  Ship  Island  et  al.,  opinion  No.  7320,  64  I.  C.  C.  732-6. 
The  Commission  dismissed  that  complaint,  holding  that  the 
practices  of  the  defendant  carriers  at  Laurel,  Miss.,  since  Sep- 
tember, 1919,  have  not  been  unduly  prejudicial,  nor  unjustly 
discriminatory. 

The  complainant  contended  for  a  rule  based  upon  ability 
to  load  promptly,  as  determined  by  production  and  accumulated 
stock  on  hand.  Its  loading  tracks  would  hold  from  35  to  40 
cars.  It  claimed  that  with  an  ample  supply  of  lumber  and 
labor  it  could  load  from  15  to  20  cars  per  day.  The  Commis- 
sion, however,  called  attention  to  the  fact  that  its  maximum 
loading,  which  was  in  1914,  was  400  cars. 

The  defendants,  in  their  arguments,  contended  that  if  cars 
were  distributed  under  such  a  rule,  shippers  might  gain  an 
advantage  by  accumulating  stocks;  not  shipping  when  the  sup- 
ply of  cars  was  adequate;  and  then  offering  large  accumula- 
tions during  periods  of  car  shortage.  Under  such  a  rule,  they 
claimed  a  shipper  might  obtain  virtually  all  available  equip- 
ment, thus  working  discrimination  against  the  mills  of  small 
storage  capacity.  Another'  point  they  made  against  the  pro- 
posed rule  was  that  they  have  no  accurate  way  for  determining 
the  quantity  of  accumulated  stocks  on  hand,  whereas  under 
the  existing  method  they  have  a  way  for  checking  the  ratings 
of  the  various  mills  in  the  form  of  records  of  what  was  done 
when  the  car  supply  was  adequate. 

The  decision  seems  to  be  practically  the  reverse  of  that 
made  in  Farmers  Elevator  Co.  vs.  C.  M.  &  St.  P.,  47  I.  C.  C. 
475,  in  which  grain  on  hand  and  ability  to  load  promptly  were 
made  tests.  It  said  that  it  would  not  understake  to  say,  on 
this  record,  whether  a  different  rule  should  be  applied  on  lum- 
ber. Continuing,  the  Commission  said: 

It  Is  the  duty  of  a  carrier  to  furnish  transportation  upon  reason- 
able request  therefor,  and  not  to  unlustly  discriminate  as  between 
shippers  In  the  distribution  of  cars.  This  duty,  however,  only  applies 
when  the  commodity  tendered  for  shipment  is  actually  on  hand  and 
conveniently  located  for  prompt  loading.  It  is  entirely  conceivable 
that  either  current  output  or  accumulated  stock  might  not  be  tendered 
for  shipment  at  all.  Further,  It  Is  well  known,  and  the  record  shows, 
that  not  all  lumber  can  be  shipped  green.  A  large  portion  must  be 
either  air  dried  or  kiln  dried  before  shipping. 

Any  rule  of  car  distribution  established  at  Laurel  must  of  neces- 
sity hn  extended  to  Include  other  lumber  shippers  located  on  the 
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line*  of  the  defendant  carriers  in  the  name  general  district.  If  this 
be  not  done,  the  relationship  as  between  shippers  at  Laurel  and  ship- 
pers at  other  points  will  be  disarranged.  It  ia  just  as  necessary  t» 
maintain  a  proper  relationship  for  car  distribution  between  shipping 
points,  districts,  and  railroad  divisions  as  it  ia  to  maintain  a  proper 
relationship  between  Individual  shippers.  The  witnesses  appearing 
In  this  case  were  not  competent  to  testify  as  to  conditions  or  prac- 
tices at  other  shipping  points  than  Laurel.  Nor  does  the  record  con- 
tain sufficient  information  to  warrant  us  In  prescribing:  a  general  or 
Inelastic  rule  for  car  distribution  to  lumber  shippers.  In  fact,  no 
necessity  appears  for  such  action. 

RATE  ON   PARAFFIN   WAX 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  in  No.  11588.  Atlantic  Refining  Company  vs.  Director- 
General,  I»ul»iana  Railway  &  Navigation  Co.  et  al.,  opinion  No. 
7316.  64  I.  C.  C.  702-3.  on  account  of  a  Joint  fifth  class  rate  of  6" 
cents  on  80  carloads  of  paraffin  wax  from  North  Baton  Rouge. 
L*.,  to  Point  Breeze,  Pa.,  shipped  January  31  and  February  28. 
1920.  Prior  to  February  3.  1920.  the  available  combination  was 
61.5  cents  and  after  that  day  one-tenth  of  a  cent  lens.  At  pres- 
ent, owing  to  the  increase  of  August.  1920.  the  Joint  rate  Is  80 
cents  and  the  available  combination  is  82.5  cents. 


CEMENT,    CALIFORNIA    TO    ARIZONA 

An  order  to  revise  rates  on  cement  from  California  points 
of  production  to  destinations  In  Arizona,  not  later  than  March  13. 
was  Issued  in  a  report  on  No.  11505.  Arizona  Corporation  Com- 
mission et  aL  vs.  Arizona  Eastern  et  al..  opinion  No.  7327.  i;(  I. 
C.  C.  75844.  based  on  a  holding  that  the  existing  rates  are  un- 
reasonable and  unduly  prejudicial.  There  was  no  proof  that  ship- 
ment* had  been  made.  Therefore  the  Commission  denied  rep- 
aration. 

The  rate*  to  be  established,  subject  to  the  Inflations  allowed 
by  Ex  Parte  No.  74.  are  not  to  exceed  the  following: 

n.  Calif.,  to  Phomlx.  ArU  Me      per  100  Ibs. 

.  ilf..  to  Yuma.  Aril lie      per  100  Ibs. 

illf..  to  Hassayampa.   Aril Sir      per  100  Uw. 

•Irande  anil  VU-torvllle.  Calif.,  to  Phoenix.  Aria..  10.tr  per  ion  Ihs. 

Oro  Urandr  and  VVctorvtlle.  Call  .   to  Vuma.  Arts...  M.tr  per  loo  llw. 

The  order  was  confined  to  the  poinU  specifically  mentioned 
In  the  third  paragraph  of  the  complaint.  No  rates  were  pre- 
scribed to  El  Paso  because,  the  Commission  said,  not  all  the  car- 
riers had  been  made  parties  to  the  complaint,  nor  to  destinations 
on  the  Santa  Fe  because  of  a  lack  of  satisfactory  evlden 

In  a  dissent,  Commissioner  Hall  said  there  was  no  proof  of 
undue  prejudice,  although  there  was  a  finding  to  that  en 
without  any  specification  as  to  the  sufferer,  whether  the  con- 
signor, consignee  or  some  locality.  Nor.  said  he.  does  the  re- 
port require  the  removal  of  undue  prejudice  Therefore,  he  said, 
the  finding  In  but  brutura  fulmen. 

ILLINOIS  RATE  CASES 

On  further  consideration,  the  Commission  has  said  that  the 
differentials  found  reasonable  by  it  in  No.  10783.  Coal  Trade 
Bureau  of  Illinois  vs.  Chicago.  Burlington  *  Qulncy.  Din*  tor 
General,  et  al..  and  the  cases  grouped  with  It  (commonly  known 
as  the  Illinois  Coal  Cases  of  1920).  opinion  No.  7324,  04  I  < 
751-2,  are  to  be  the  maximum  and  minimum  differentials  to  be 
observed  by  the  carriers  In  the  making  of  rates.  The  Commis- 
sion said  "the  defendants  should  establish  differentials  no 
greater  nor  less  than  the  differentials  herein  found  to  be  Just 
and  reasonable." 

This  further  consideration  was  brought  about  by  a  question 
as  to  whether  the  differentials-  Indicated  were  to  be  considered 
as  maximum  and  minimum,  or  whether  the  intention  was  to 
"restore  the  relative  adjustments  of  coal  rates"  In  effect  August 
15.  1920.  "In  conformity  with  out  decision  In  Increased  Rates. 
19JO.  58  220.  248."  With  a  view  to  getting  the  facts 

clearly  before  the  carriers  and  the  coal  men,  the  Commission 
made  a  restatement  dt  Its  prior  report,  saying: 

In  our  original  report  herein  at  pan  7SO.  we  said  that  th-    Minvr- 
•ntlala  of  70.   10  and   10  cents   from   the  Third    Vein.    8prlngflvM    nnd 
'     district*,   respectively.   In   rates  to   the  northwest   under   the 
i  Illinois  are  not  unreasonable  or  otherwise  unlaw- 


from  the  Hawley  and  Truckee  groups  in  California  and  Nevada 
to  interstate  destinations  east  thereof,  and  has  ordered  the  sus- 
pended schedules  canceled  on  or  before  February  11.  By  sched- 
ules which  the  Commission  suspended  until  February  12,  the 
Atchison,  Topeka  &  Santa  Fe,  Gulf.  Colorado  &  Santa  Fe,  and 
Pan  Handle  &  Santa  Fe  proposed  to  withdraw  from  participation 
in  Joint  commodity  rates  on  lumber  and  forest  products  from 
Hawley  and  Truckee  group  points  to  interstate  destinations 
east  thereof.  These  schedules  were  filed  to  become  effective 
September  15.  1921. 

By  schedules  filed  to  become  effective  October  15,  1921,  the 
carriers  proposed,  in  lieu  of  withdrawing  from  participation  in 
the  Joint  rates,  which  would  have  brought  about  violations  of 
the  long-and-short-haul  provisions  of  the  fourth  section,  to  in- 
crease the  Joint  rates  from  these  groups  over  routes  including 
their  lines  to  the  coast  group  basis.  The  protestants  were  the 
California  White  &  Sugar  Pine  Manufacturers'  Association,  the 
Red  River  Lumber  Co..  and  the  F.  S.  Murphy  Lumber  Co.  Both 
schedules  were  suspended  until  February  12. 

The  Commission  said  evidence  submitted  by  the  protestants 
indicated  that  the  car-mile  earnings  under  the  present  rates  were 
reasonably  high,  and  that  if  the  suspended  schedules  became 
effective  a  substantial  volume  of  traffic  would  be  affected.  The 
shippers  of  lumber  and  forest  products  from  the  Hawley  and 
Truckee  groups,  who  are  in  competition  with  shippers  from 
southwestern  points  such  as  Albuquerque,  N.  Mex.,  and  Flag- 
staff and  Williams,  Ariz.,  would  be  seriously  handicapped,  it 
said.  The  Commission  also  said  the  cancellation  of  the  present 
joint  rates  could  not  be  justified  on  the  ground  that  the  respond- 
ents' divisions  thereof  were  unsatisfactory.  It  said  if  satisfac- 
tory divisions  could  not  be  agreed  upon  between  the  respondents 
and  their  connections,  that  matter  might  be  brought  to  its  at- 
t'-ntion  In  an  appropriate  proceeding. 


RATES  ON  FRUITS  AND  VEGETABLES 
The  Commission  has  condemned,  in  a  report  on  I.  and  8. 
No.  1424.  fruits  and  vegetables  to  Hastings  and  Grand  Island. 
.  opinion  No.  7323.  64  I.  C.  C.  748-50,  the  proposal  of  the 
carriers  to  increase  the  rates  on  berries,  cantaloupes,  in  straight 
carloads,  and  cantaloupes  mixed  with  watermelons,  and  vege- 
tables from  Texas,  by  placing  them  an  the  usual  combination 
basis.  At  present  the  traffic  moves  on  joint  through  rates  which 
are  on  the  Omaha-Davenport  basis.  Why  that  basis  was  ap- 
plied, the  report  says,  was  not  explained  in  the  record  made  in 
this  case.  The  carriers  suggested  the  change  of  basis  on  the 
ground  that  the  Commlsxion  had  allowed  them  in  other  cases,  to 
restore  the  combination  basis.  The  Commission  said  there  was 
no  reason  for  any  restoration  In  this  case  because  the  varying 
percentage  Increases  had  not  disturbed  the  rate  situation  at  Grand 
Island  and  Hastings. 


and  at  page  Til.  with  rasper t  to  the  rates  from  the  Kultnn-I'eorla 
district  to  points  In  Iowa,  we  said  that  the  reasons  for  the  departure 
from  th«  differential  basis  of  40  and  70  cents  theretofore  existing  had 
disappeared.  With  respert  to  the  rates  from  the  Belleville  district  to 
points  In  Missouri  and  Iowa,  except  Missouri  River  cities,  we  stated 
at  pag»  1U  that  to  murh  of  this  territory  the  rules  are  based  on 
rates  to  and  from  St.  I-oula  and  reflect  the  differentials  In  effect  at  Hi- 
tetter  point  The  differential  from  the  Belleville  district  to  points  In 
Mhwourl  and  southern  Iowa,  except  Missouri  River  points,  of  12.5  centu 
under  the  rates  from  southern  Illinois,  was  the  same  as  that  found 
non-prejudicial  hy  us  on  traffic  to  St.  Ixmls. 

I'pon  further  consideration  we  find  that  the  differentials  found 
lawful  In  our  original  report  herein  are,  and  for  the  future  will  be 
Just  and  reasonable  maximum  and  minimum  differentials.  The 

idsnts  should  establish  differentials  no  greater  nor  less  thsn  the 
differentials  herein  found  tn  bo  Just  and  reasonable. 


LUMBER  ROUTING  RESTRICTIONS 

In  a  mimeographed  report,  without  page  or  opinion  numbers, 
on  I.  ft  8.  No  ll»1.  routing  restrictions  on  lumber  from  Haw- 
ley and  Truckee  group  points,  the  Commission  has  found  not 
Justified  proposed  Increased  rates  on  lumber  and  forest  products. 


JOHNSON  CITY  RATE  CASE 

In  a  third  report  on  No.  7865.  Chamber  of  Commerce  of 
Johnson  City.  Tenn..  vs.  Southern  Railway  Company,  Director- 
General,  et  al.,  opinion  No.  7318.  64  I.  C.  C.,  709-30.  written  by 
Commissioner  Hall,  the  Commission  has  prescribed  class  rates 
for  the  removal  of  the  undue  prejudice  against  Johnson  City 
and  the  undue  preference  for  Bristol  found  in  the  original  report, 
46  I.  C.  C.,  527,  and  reaffirmed  In  the  second  report,  50  I.  C.  C., 
606.  It  has  also  Indicated  how  commodity  rates  are  to  be 
constructed  and,  in  fourth  section  order  No.  8126,  given  relief 
to  the  circuitous  lines.  The  new  rates  are  to  be  operative  not 
later  than  March  31. 

The  first  order  was  one  requiring  the  removal  of  undue 
prejudice.  In  compliance  therewith  the  carriers  were  at  liberty 
to  reduce  the  rates  to  Johnson  City  or  increase  those  to  Bristol. 
After  the  reaffirmation  of  the  original  finding  they  elected  to  re- 
move the  undue  prejudice  by  raising  the  rates  to  Bristol  to  the 
level  of  the  rates  at  Johnson  City. 

In  this  third  report  on  the  case,  the  Commission  held  that 
they  had  not  justified  their  proposal  to  increase  the  Bristol  rates 
to' the  level  of  those  at  Johnson  City.  It  held  that  the  undue 
prejudice  could  be  removed  by  the  establishment  of  class  rates 
in  accordance  with  typical  ones  set  forth  by  it  In  its  order,  con- 
siderably less,  than  the  rates  In  effect  at  Johnson  City,  but  in 
line  with  the  rates  prescribed  In  the  Nashville  case,  61  I.  C.  C., 
308,  and  in  Rates  to,  from  and  Between  Points  South  of  the 
Ohio  River.  64  I  C  ('..  107. 

In  the  matter  of  the  percentage  relationship  of  the  lower 
classes  to  first  class  it  ordered  that  the  relationship  prescribed 
by  It  in  the  two  cases  before  mentioned  be  established  in  the 
revised  class  rates  they  are  to  establish  in  compliance  with  this 
order. 

The  proposal  to  apply  the  existing  Johnson  City  rates  to 
Bristol,  the  Commission  said,  would  have  the  effect  of  trans- 
ferring the  cause  for  Johnson  City's  complaint  to  Bristol  and 
the  creation  of  a  rate  situation  in  that  part  of  the  southeast 
which  Is  greatly  Influenced  by  the  adjustment  In  Official  Classifi- 
cation territory.  It  said  the  backing  up  of  the  Johnson  City  rates 
to  Bristol  and  the  grading  of  them  back  from  Bristol,  would  ere- 
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ate  an  unreasonable  rate  situation  as  a  whole,  regardless  of 
whether  it  was  prepared  or  not  to  say  that  the  Johnson  City 
rates  were  unreasonable  as  maximum  to  be  applied  to  that  point 
alone. 

Another  observation  of  the  Commission  was  that  the  pro- 
posal of  the  carriers  did  not  give  sufficient  recognition  of  Bris- 
tol's proximity  to  Virginia  Cities.  It  further  said  that  rates  to 
Virginia  Cities  had  been  increased  forty  iper  cent  in  recognition 
of  the  low  level  of  rates  1n  that  eastern  group.  Use  of  the  basis 
proposed  by  the  carriers,  the  Commission  said,  would  produce 
a  factor  of  65  cents  for  an  average  haul  to  Bristol  and  Johnson 
City,  of  78.5  miles  from  St.  Paul,  Va.,  and  122.5  miles  from 
\Viilton,  Va.,  applicable  as  a  proportional  rate  on  traffic  trans- 
ported several  hundred  miles  before  reaching  those  points. 

How  severe  a  disapproval  the  Commission  gave  that  proposal 
can  be  inferred  from  the  fact  that  instead  of  allowing  the  pro- 
portional rate  from  St.  Paul  and  Walton  that  would  be  made  by 
the  application  of  the  rules  and  principles  that  would  govern 
in  the  event  it  approved  the  scheme,  the  proportional  from  St. 
Paul  and  Walton  is  to  be  only  30  cents  instead  of  65. 

In  the  findings,  on  this  third  hearing,  on  a  case  originally  de- 
cided July  17,  1917,  the  Commission  omitted  the  conclusion  that- 
the  rates  to  Johnson  City  were  not  unreasonable.  It  confined 
itself  to  a  finding  of  undue  prejudice  against  Johnson  City  and 
undue  preference  for  Bristol,  the  findings  being  as  follows: 

"Upon  consideration  of  the  entire  record  in  this  case  we  re- 
affirm our  original  findings  that  under  the  existing  rate  adjust- 
ment there  is  undue  prejudice  to  Johnson  City  and  undue  prefer- 
ence of  Bristol. 

"We  further  find  that  defendants'  proposed  plan  for  equaliz- 
ing the  rates  to  Johnson  City  and  Bristol,  and  for  revising  rates 
to  intermediate  and  related  destinations,  has  not  been  justified; 
and  that  defendants  should  establish  class  rates  applicable  to 
interstate  traffic  constructed  in  accordance  with  the  bases  shown 
below,  which  we  find  will  remove  the  undue  prejudice  to  John- 
son City  and  undue  preference  of  Bristol  found  to  exist,  and  will 
be  just  and  reasonable  maximum  rates: 

'"Class  Rates:  To  both  Johnson  City  and  Bristol  the  class 
rates,  governed  by  the  Southern  Classification,  shall  be  upon 
scales  beginning  with  the  following  rates  on  first  class,  which 
include  the  increases  authorized  by  us  on  July  29,  1920: 

Average  dis-  First-class 
To  Johnson  City  and  Bristol  from —  tance,  miles.  rate. 

Cincinnati.  Ohio  363.5  $1.42 

Evansville,  Ind 505.5  1.62 

St.  Louis.  Mo 633  1.85 

Memphis,  Tenn 539.5  1.62 

Nashville.  Tenn 335  1.37 

Ki-iiova.  W.  Va 252  1.20 

Pittsburgh,  Pa 542.5  M.60 

Walton,  Va 122.5  t  .30 

St.  Paul.  Va 78.5  t  .30 

•If  a  lower  rate  may  be  obtained  on  any  article  by  the  use  of  the 
rate  to  Roanoke,  Va.,  plus  a  differential  on  scale  of  50  cents  first  class 
and  the  lower  classes  graded  down  in  accordance  with  the  percentages 
given  below,  governed  by  the  Southern  Classification,  such  lower  rate 
shall  be  applied. 

tProportional. 

"Rates  from  all  other  points  of  origin  under  consideration 
shall  be  constructed  with  relation  to  the  foregoing.  But  this 
finding  must  not  be  construed  as  approving  the  present  grouping 
of  points  taking  Buffalo-Pittsburgh  territory  rates. 

"The  lower  classes  of  the  rates  so  revised  shall  be  con- 
structed in  conformity  with  the  following  percentages  of  first 
class : 

Classes    1        2       3       4       5       6      A      B     C      D 

Percentages    100    86    76    64     52    43    29    35    27    24 

"In  computing  and  applying  the  rates  prescribed  herein 
fractions  of  less  than  0.25  cent  shall  be  omitted;  fractions  of 
0.25  cent  or  greater  but  less  than  0.75  cent  shall  be  stated  as 
0.5  cent;  and  fractions  of  0.75  cent  or  greater  shall  be  increased 
to  the  next  whole  cent. 

"Commodity  rates:  With  respect  to  the  territories  and 
points  of  origin  under  consideration  from  which  joint  or  indi- 
vidual commodity  rates  are  published  to  Johnson  City  and/or 
Bristol: 

"The  record  affords  no  satisfactory  basis  for  determining 
lawful  commodity  rates.  Detailed  treatment  of  such  rates  is 
practically  confined  to  those  from  Cincinnati,  and  to  the  pro- 
portional rates  from  St.  Paul  and  Walton.  We  think  that  com- 
modity rates  should  be  established  in  harmony  with  the  revision 
of  class  rates  herein  prescribed,  and  that  from  each  point  of 
origin  they  should  be  substantially  the  average  of  the  com- 
modity rates  now  in  effect  from  that  point  to  Johnson  City  and 
Bristol,  respectively.  In  cases  where  commodity  rates  are  not 
maintained  both  to  Johnson  City  and  to  Bristol,  the  commodity 
rate  to  each  should  be  substantially  the  average  of  the  com- 
modity rate  now  in  effect  to  the  one  destination  and  the  class 
rate  to  the  other  as  revised  in  accordance  with  our  foregoing 
findings.  In  no  instance  should  any  commodity  rate  exceed  such 
revised  class  rate.  Defendants  will  be  expected  to  promptly 
revise  their  commodity  rates  accordingly,  and  to  file  tariffs  with 
us  containing  the  rates  so  revised  within  120  days  after  the 
service  of  this  report.  If  this  Is  not  done,  the  matter  may  be 


brought  to  our  attention  for  appropriate  action.  No  order  will 
be  entered  in  respect  of  commodity  rates  at  this  time." 

"Destinations  other  than  Johnson  City  and  Bristol:  Class 
and  commodity  rates  to  destinations  described  in  defendants' 
plan,  other  than  Johnson  City  and  Bristol,  shall  be  revised  in 
accordance  with  the  bases  prescribed  for  Johnson  City  and  Bris- 
tol, using  distance  as  a  guide.  To  such  points  intermediate  to 
Johnson  City  and  to  Bristol  the  proportional  rates  prescribed 
from  St.  Paul  and  Walton  to  Johnson  City  and  Bristol  shall  be 
graded  down  with  the  lessening  distance  to  destination. 

"This  prescription  of  the  general  bases  for  rates  to  John- 
son City,  Bristol,  and  other  destinations  embraced  in  defend- 
ants' plan,  carries  with  it  no  approval  of  any  specific  rate  which 
may  be  published  in  purported  compliance  therewith. 

'"We  further  find  that  defendants  are  entitled  to  relief  from 
the  long-and-short-haul  provision  of  the  fourth  section  of  the 
interstate  commerce  act  on  traffic  to  Bristol  and  Johnson  City, 
and  to  destinations  on  the  Southern  between  those  points,  mov- 
ing over  the  Norfolk  &  Western  via  Walton,  subject  to  the  con- 
dition that  this  relief  shall  not  include  intermediate  points  as  to 
which  the  haul  in  connection  with  the  Norfolk  &  Western  is  less 
than  the  haul  between  the  competitive  points  over  the  direct 
route." 

Owing  to  the  fact  that  he  was  president  of  the  Carolina, 
Clinchfield  &  Ohio  at  the  time  the  case  was  brought,  Commis- 
sioner Potter  did  not  participate  in  it  The  Carolina,  Clinchfield 
Si  Ohio,  during  the  time  the  railroads  were  trying  to  adjust  the 
rates  in  accordance  with  the  Commission's  order,  expressed  a 
willingness  to  apply  Bristol  rates  to  Johnson  City. 

CHARGES  FOR  LIVE  POULTRY  CARS 

Representatives  of  several  organizations  of  poultry  ship- 
pers appeared  at  the  hearing  on  I.  and  S.  1451,  deposit  of  $10 
for  each  live  poultry  car  ordered,  in  Chicago,  January  9,  to 
protest  against  the  tariffs  containing  the  rule  involving  the 
deposit  mentioned  in  the  title  of  the  case,  which  contemplated 
forfeiting  the  deposit  when  live  poultry  cars  are  ordered  and 
not  used,  and  when  loading  of  cars  furnished  is  not  begun 
within  48  hours  after  they  arrive  at  the  loading  point. 

E.  B.  Wilkerson,  speaking  for  the  Live  Poultry  and  Dairy 
Shippers'  Association,  and  W.  M.  O'Keefe,  for  the  National 
Poultry,  Butter  and  Egg  Association,  said  that  the  penalty  pro- 
posed by  the  carriers,  in  L.  &  N.  tariff  I.  C.  C.  No.  15096  and 
N.  C.  &  St.  L.  I.  C.  C.  No  1980-A,  would  create  a  discrimina- 
tion against  shippers  of  live  poultry  as  against  shippers  of 
other  traffic,  and  that  the  rule  as  contained  in  the  tariff  was 
one-sided,  because  it  provided  a  penalty  for  holding  a  live 
poultry  car  over  48  hours  before  beginning  to  load,  while  not 
naming  a  penalty  for  the  carrier  for  not  having  cars  on  hand 
the  day  specified  in  the  order. 

The  rule,  as  explained  by  J.  K.  Dent,  assistant  to  the  vice- 
president  of  the  L.  &  N.,  and  W.  L.  Nichol,  assistant  general 
freight  agent  of  the  N.  C.  &  St.  L.,  was  originally  designed  to 
put  a  stop  to  the  ordering  of  live  poultry  cars  by  itinerant 
poultry  buyers  only  to  have  the  order  canceled  when  the  car 
arrived.  The  $10  penalty  contemplated,  they  said,  was  not  a 
revenue  measure,  for  it  would  not  begin  to  cover  the  clerical 
and  transportation  expense  for  hauling  a  car  an  average  of 
180  miles  empty,  to  have  it  canceled  when  it  arrived.  Mr. 
Dent  said  that  the  cars  were  owned  by  an  outside  company 
and  that  the  railroads  paid  1%  cents  a  mile,  empty  and  loaded, 
for  their  use.  He  introduced  records  of  45  cars  which  had 
been  ordered  and  canceled  during  the  first  11  months  of  1921 
on  the  lines  of  the  L.  &  N. 

Both  the  carriers'  witnesses  agreed  that  the  48-hour  pen- 
alty provision  might  prove  a  hardship  on  the  bona  fide  ship- 
per, who  could  not,  for  some  legitimate  reason,  begin  loading 
within  48  hours,  and  expressed  themselves  willing  to  modify  it 
to  eliminate  its  application  in  such  cases.  Demurrage  charges, 
they  said,  would  cover  those  situations.  On  the  cars  canceled, 
however,  they  said,  the  clause  was  necessary  in  order  to  give 
the  carrier  the  right  to  remove  the  car  should  the  orderer  disap- 
pear without  leaving  instructions  for  its  disposition.  The  48 
hours,  they  added,  might  well  be  extended  to  72. 

The  poultry  shippers  complained  that  the  poultry  rates 
were  now  too  high  in  the  territory  involved,  and  said  that  a 
formal  complaint  had  been  filed  against  them;  to  which  the 
carriers  replied  by  pointing  to  the  10  per  cent  reduction  which 
had  been  made  effective  January  1,  1922. 


O.  S.  L.  BONDS. 

The  Oregon  Short  Line  Railroad  Co.  has  been  authorized  by 
the  Commission  to  issue  $16,424,000  of  consolidated  first  mortgage 
5  per  cent  gold  bonds  which  are  to  be  sold  at  not  less  than  91 
per  cent  of  par  and  accrued  interest.  The  proceeds  will  be  used 
to  retire  maturing  bonds.  The  Union  Pacific,  of  which  the  Oregon 
is  a  subsidiary,  was  authorized  to  guarantee  the  bonds  and  to 
issue  temporary  certificates  of  interim  receipts  pending  the 
preparation  of  the  bonds  in  definite  form.  Kuhn,  Loeb  &  Co.  of 
New  York,  will  buy  the  bonds  at  91  per  cent  of  par  and  accrued 
interest. 


January  14,  1922 
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Tentative  Reports  of  the  Commission 


RATES  ON  LUMBER  FROM  WEST 

Examiner  H.  J.  Wagner  has  recommended  the  dismissal  of 
No.  13923,  Pioneer  Lumber  Co.  et  al.  vs.  Director-General.  North- 
ern Pacific  et  al..  on  a  holding  that  the  legally  applicable  rates 
on  four  carloads  of  lumber  and  shingles  from  points  in  Wash- 
ington to  Duluth.  or  beyond,  reconsigned  at  Minnesota  Trans- 
fer were  not  unreasonable,  but  that  the  shipments  were  over- 
dbarpd  The  shipments  moved  between  May  23,  1918.  and 
October  2,  1919.  The  shipments  were  charged  a  combination  of 
rates  to  and  from  Minnesota  Transfer.  The  Railroad  Adminis- 
tration claimed  that  Inasmuch  as  the  cars  were  held  on  the 
tracks  of  the  Minnesota  Transfer  Railway,  the  reconslgnment 
offered  by  the  tariffs  of 'the  Northern  Pacific  could  not  be  made. 
The  examiner  said  the  Commission  should  hold  that  even  if  the 
cars  were  held  on  the  tracks  mentioned  they  were  held  for  the 
convenience  of  the  Northern  Pacific  and  that  the  through  rates 
named  In  Northern  Pacific  tariffs  should  be  applied. 

RATES  ON  PACKING  HOUSE  PRODUCTS 

Attorney-Examiner  Charles  F.  Gerry,  In  a  proposed  report  on 
No.  12357.  Ogden  Packing  A  Provision  Company  vs.  Denver  & 
Rio  Grande,  Director-General,  et  al..  said  the  Commission  should 
hold  that  commodity  rates  on  fresh  meat  and  packing  house 
products,  from  Ogden,  Utah,  to  Sacramento.  San  Francisco  Los 
ngeles  and  Pasadena.  Cal.,  and  commodity  rates  on  those  com- 
modities and  live  stock  by-product*  from  Reno.  Nev..  to  destina- 
tion* on  the  rails  of  the  Southern  Pacific  and  the  Western  Pa- 
cific In  California,  were  and  are  not  unreasonable  or  unjustly 
discriminatory.  The  proposed  report  also  covers  No.  12741. 
Nevada  Packing  Co.  vs.  Southern  Pacific  et  al. 

In  essence,  the  complaint  was  that  the  rates  on  the  products 
laughter,  from  the  packing  houses  at  Ogden  and  Reno  to  Call- 
nia.  were  and  are  unreasonable  and  unjustly  discriminatory  in 
comparison  with  the  rates  on  live  stock  from  points  of  origin  to 
e  competing  packing  houses  in  California.     In  other  words 
the  California  packers,  by  reason  of  the  limitation  of  in- 
>s  on  live  stock  and  by  reason  of  no  limitation  on  the  prod- 
slaughter,  had  an  undue  advantage  In  the  marketing  of 
fresh  meat  and  packing  house  products.    The  Ogden  corn- 
Died  its  complaint  first.    The  Reno  company  came  in  to 
Digest  what  should  be  done  In  the  event  that  the  Commission 
T»«l  with  the  Ogden  complainant.    The  latter  suggested  that 
•»t««  on  fresh  meats  should  be  135  per  cent  of  the  rates  on  cat- 
tle and  75  per  cent  of  the  bog  rate  on  packing  house  products     It 
asked  for  reparation  amounting  to  $62.245. 

Gerry.  In  his  report,  called  attention  to  the  fact  that  the 
complainant  was  In  the  bands  of  a  creditors'  committee  and  that 
t  had  lost  something  like  $190,000  In  the  operation  of  Us  branch 
•ones  In  California,  and  that  the  loss  on  California  business  was 
more  than  $50.000  greater  than  the  amount  claimed  as  repara- 
tion on  account  of  the  alleged  unreasonable  rates.  His  conclu- 
sion, therefore,  was  that  It  was  not  the  rates  that  caused  Its 
ml.nfortune. 


TELEGRAPH  PRESS  RATE 

Assistant    Thief    Kxamlner    I'lysses    Butler,    In    a    proposed 

12159.  Consolidated  Prew  Association  vs.  We 
ton  Telegraph  Company,  has  recommended  a  holding  that  th.- 
PSS  rate  was  applicable  to  a  message  tendered   by  the  com- 
iph    company  for   transmission,   notwlth- 
that  the  so-called  query  contained  a  laudatory  notice 
f  work  that  had  been  done  by  the  correspondent  whose  stuff 
wu  offered  for  sale  and  notwithstanding  the  fact  that  the  price 
to  bf  charged   for  the  services  that  were   being  tendered   was 
mentioned  In  ^ram  of  Inquiry. 

The  message  which  the  Western  Tnion  declined  to  forward 
under  the  press  rate,  addressed  to  the  Times  I'nlon  at  Albany. 
N.  Y.,  said: 

Bob  Hmoll    who  ti  a  voted  with  Taft  *nd  recently   w.nt   with   Cox 
HurdlM  tar   fSMailiUlnl    TTtm     bBtfnnln*   Deccmbpr   1 
Nth    Leader.    .-  tlul 

-  w.    ami    oih.-r    U-nnlnK    ntwipYprra    hiive    ordered  Vervlr"' 
gj*»   ta   fl"*1  "  .m    New    York! 

SB***    that    a»    t«rrit  r-lowd    rapidly    nnd    thin    ..ft.  • 

^^^Bcoudr    to    nth  v»pap..m     you      wire      decision 

promptly. 

The  question  for  Butler  lo  consider  was  as  to  the  meaning 
of  Rule  88  saying: 

-'•«»»   in   plain   lancunge    (not   In  ro.le   or  cypher) 
wnpnpfr  nfioflftl*    trnn."TTi!tf.<l   or   to 
••MM  orer  western    t'ni-.n   line*. 

Another  rule.  No.  19.  to  be  considered  la  the  one  which 
says  that  commercial  rate*  will  be  charged  for  advertisements 


and  for  business  messages  of  newspapers,  their  representatives 
or  correspondents  not  containing  news  matter  for  publication. 
The  Western  Union  contended  that  the  message  tendered 
by  the  Consolidated  Press  Association  was  not  a  query  within 
the  meaning  of  the  rule  but  in  the  nature  of  an  advertisement 
>r  a  message  of  negotiation  concerning  future  business  relations. 
To  overcome  the  argument  made  by  the  Western  Union  the 
complainant  exhibited  messages  which  that  company  had 
accepted  as  queries,  notwithstanding  the  fact  that  the  price  to 
be  paid  for  the  service  was  mentioned  therein  and  also  the  name 
of  the  writer  of  the  article  that  was  being  offered. 

\  newspaper  may  send  and  receive  many  messages  which 
do  not  concern  the  gathering  and  publishing  of  news  and  by 
reading  defendant's  rules  together  It  is  manifest  that  Rule  69 
was  designed  to  cover  such  messages,"  said  Mr.  Butler.    "Press 
llspatches  are  accorded  lower  rates  than  commercial  messages 
because  the  dissemination  of  news  Is  in  the  interest  of  the  pubic 
Queries  are  for  the  purpose  of  facilitating  the  selling  of  news. 
The  fact  that  a  news  bureau  obtains  compensation  for  the  news 
has  gathered  and  transmits  to  a  newspaper  does  not  make 
that  news  of  less  public  Interest  than  if  it  were  distributed  free. 
To  say  that  the  press  rates  would  not  be  applied  to  a  press  dis- 
patch because  it  quotes  the  price  of  the  dispatch  is  to  close 
one's  eyes  to  the  fact  that  news  bureaus  are  organized  for  the 
ose  of  gathering  news  and  selling  It  at  a  profit.    Whether 
or  not  the  price  Is  quoted  In  the  message  does  not  alter  the  fact 
that  the  message  la  an  offer  of  news  for  sale." 

STEEL  PLATES~AND  TANK  MATERIAL 

An  order  of  dismissal  has  been  recommended  by  Examiner 
H.  W.  Archer,  In  a  report  on  No.  12549,  Gulf  Refining  Co.  of 
Louisiana  vs.  Director-General,  Pennsylvania  et  al.,  on  the 
ground  that  the  rates  on  steel  plates  and  tank  material,  from 
LeetBdale,  Pa.,  to  Dubberly  and  Mansfield,  La.,  in  December. 
19.  and  January,  1920,  were  not  unreasonable.  Sixty-nlno 
cents  were  collected  on  thirty-three  canfoads  of  steel  plates  and 
knocked  down  tank  material  sent  to  Dubberly.  and  89  cents  on 
seven  carloads  of  plates  and  four  of  knocked  down  tank  mate- 
rial to  Mansfield.  The  complaint  was  based  on  the  use  of  the 
25  cent  class  differential  over  St.  Louis  Instead  of  the  corn- 
differential  on  stuff  from  Pittsburgh  territory,  in  which 
I-eetsdale  Is  situated.  The  complainant  com  ended  that,  through 
an  oversight,  rule  39  of  the  consolidated  classification  was  not 
adopted  so  as  to  cover  the  commodity  differential  of  19  cents. 
The  examiner  said  that  contention  was  not  tenable,  even  if  the 
carriers  were  willing  to  change  the  tariffs  so  as  to  iiave  the  19 
commodity  differential  apply  instead  of  the  25  cent  clans 
differential. 


RATES  ON  COAL  IN  INDIANA 

In  a  tentative  report  on  No.  12553.  Indiana  Board  &  Filler 
ipany  vs.  Director  General,  as  agent,  Baltimore  &  Ohio,  et  al.. 
examiner  J.  Edgar  Smith  has  recommended  that  50  cents  per 
ton  be  fixed  as  the  maximum  rate  on  coal  for  Intrastate  applica- 
tion In  Indiana,  during  federal  control,  for  5  miles  or  less.    That 
recommendation  was  made  in  No.  12654.  Terre  Haute    Indian- 
•jpolto  *  Eastern  Traction  Company  vs.  Director  General  et  al 
is  one  of  the  cases  heard  with  the  complaint  of  the  board 
and  filler  company.    In  that  case  the  coal  moved  from  mines  1 
I  miles  away  into  Terre  Haute  and  rates  of  60,  65.  and  70 
;ents  were  imposed.    Smith  recommended  cutting  off  all  the  ex- 
cess above  60  cents  for  hauls  of  5  miles  or  less.    In  the  main 
ase  and  Its  sub-number,  brought  by  the  same  complainant    the 
hauls  were  more  than  6  miles  long,  so  if  the  Commission  adopts 
0  cents  for  5  miles  recommendation,  there  will  be  no  rep- 
aration except  as  to  shipments  which  were  hauled  for  5  miles  or 
less  on  rates  higher  than  50  cents. 


MIXED  CAR  RULE 


Attorney-Examiner  Arthur  R.  Mackley,  In  a  report  on  No 
12460,  the  Oklahoma  National  Live  Stock  Exchange  et  al  vs 
Abilene  &  Southern.  Director-General  et  al..  has  recommended 
condemnation,  as  unreasonable,  of  the  mixed  car  rule  as  carried 
In  the  tariffs  for  application  to  mixed  carloads  of  calves  and 
cattle.  The  rule  provides  for  the  application  of  the  highest 
rate  and  minimum  of  any  species  of  animal  in  the  mixture  As 
construed  by  Mackley.  the  highest  rate  and  the  highest  mini- 
mum are  to  be  imposed  on  a  shipment  of  calves  and  cattle. 

But  that  has  not  been  the  practice.    A  majority  of  the  lines 

the  southwest,  the  examiner  said,  apply  the  calf  rate  and  the 

cattle  minimum.     H-   n'conmirn.lrcl   that   tin-  rule,  an  construed 

him.  be  held  unreasonable  because  under  It  the  charges 
that  would  be  collected  on  a  carload  of  calves  and  cattle  are 
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greater  than  on  a  carload  of  calves  or  on  a  carload  of  cattle. 
He  suggested  that  the  practice  of  the  carriers  indicated  that 
they  recognized  the  unreasonableness  of  a  rule  that  would  work 
out  In  that  way. 

He  suggested  that  the  line  to  divide  cattle  and  calves  be 
based  on  age,  because  weight  would  not  do.  The  weight  basis 
would  not  do,  because  cattle  from  Mexico,  three  or  four  years 
old,  frequently  weigh  less  than  calves  of  eight  months,  con- 
centrated at  some  of  the  Texas  markets. 

He  recommended  that  the  Commission  authorize  the  waiving 
of  undercharges  resulting  from  the  application  of  the  rule  as 
construed  by  him,  accomplishing  reparation  in  that  way. 

The  report  also  covers  No.  12757,  Texas  Live  Stock  Ship- 
pers' Protective  League  et  al.  vs.  Director-General,  St.  Louis 
Southwestern  et  al. 


RATES  ON  GRINDING  BALLS 

In  a  report  on  further  hearing  in  No.  10339,  Los  Angeles 
Foundry  Company  vs.  Director-General,  Arizona  &  New  Mexico 
et  al..  Examiner  Leo  J.  Flynn  recommended  a  reiteration  of  the 
Commission's  decision  in  67  I.  C.  C.  184;  and  the  issuance  of 
an  order  citing  the  carriers  interested  to  show  cause,  within 
thirty  days,  why  the  Commission  should  not  issue  an  order  re- 
quiring them  to  remove  the  undue  preference  for  competitors  of 
the  complainants  at  Chicago,  Columbus,  O.,  and  Chrome,  N.  J., 
by  establishing  rates  on  grinding  balls  from  Los  Angeles  to 
destinations  in  Arizona,  New  Mexico,  Utah  and  other  western 
states,  which  shall  be  less  than  the  rates  from  Chicago  to  the 
same  destinations  by  amounts  equal  to  the  difference  between 
the  respective  rates  shown  in  the  exhibits  as  proposed  rates 
from  Los  Angeles  and  Chicago  to  the  destinations  in  question; 
from  Columbus  and  Chrome,  which  shall  preserve  the  existing 
relationship;  and  that  the  existing  rates  from  Los  Angeles  shall 
be  preserved  as  maxima. 

CHARGES  ON  STEEL  PLATES 

A  finding  of  illegality  as  to  charges  imposed  on  steel  plates 
between  February  26,  and  August  18,  1920,  from  Claymont,  Del., 
Coatesville,  Johnstown  and  Pittsburgh,  Pa.,  and  Gary,  Ind.,  to 
Portland,  Ore.,  has  been  proposed  by  Examiner  Leo  J.  Flynn, 
in  a  report  on  No.  12428,  Willamette  Iron  and  Steel  Works  et  al. 
vs.  Director-General,  B.  &  O.  et  al.  The  commodity  which  moved 
was  stuff  of 'No.  11  gauge  or  heavier.  Commodity  rates  rang- 
ing from  $1.125  at  Gary  to  $1.375  from  the  most  eastern  points 
of  destination,  were  imposed.  They  were  the  rates  on  structural 
iron  and  steel,  50,000  pounds  minimum.  The  complainant  con- 
tended for  the  lower  rates  on  ship  plates  ranging  from  90  cents 
from  Gary  to  $1.10  at  Coatesville  and  other  eastern  points  of 
origin.  The  rates  last  mentioned  applied  specifically  to  ship 
plates,  a  term  never  used  in  the  tariffs  prior  to  February  25, 
1920.  The  examiner  said  the  term  had  no  specific  meaning  in 
the  iron  and  steel  industry.  The  examiner  said  the  Commission 
should  hold  that  the  lower  commodity  rates  established  under 
the  terms  "plates,  ship,"  should  have  been  accorded  on  the  traffic 
in  question.  He  said  the  intention  was  to  limit  the  application 
to  plates  used  in  building  ships  but  that  that  intention  could 
not  govern  in  construing  the  tariffs. 


PEANUT  AND  COTTONSEED   OIL 

An  extensive  revision  of  rates  on  peanut  and  cottonseed  oil 
from  the  southeast  to  the  southwest  is  -proposed  by  Examiner 
C.  I.  Kephart,  in  a  report  on  No.  11117,  Magnolia  Provision  Com- 
pany vs.  Atlantic  Coast  Line,  Director-general  et  al.  In  his 
report  Kephart  said  the  Commission  should  hold  unreasonable 
the  present  rates  on  peanut  and  cottonseed  oils  to  Houston,  San 
Antonio,  Dallas  and  Sherman,  Tex.,  to  the  extent  that  they  ex- 
ceed the  following  from  points  east  of  the  Mississippi  from  the 
territories  defined  in  Leland's  I.  C.  C.  No.  1331:  Memphis  terri- 
tory, 47.5  cents;  St.  Louis  territory,  59.5  cents;  Nashville  terri- 
tory, 65  cents,  and  Macon  territory,  68  cents. 

A  further  holding  recommended  is  from  mill  points  in  Louis- 
iana and  Arkansas  to  the  Texas  cities  mentioned  shall  be  made 
on  the  mileage  scale  prescribed  by  the  Commission  in  Procter  & 
Gamble  vs.  A.  C.  R.  R.,  64  I.  C.  C.  213,  and  that  reparation  be 
made  on  the  shipments  involved  in  the  case  be  made  to  the 
bases  indicated  as  reasonable  for  the  future. 

In  the  main  the  recommendations  are  in  accordance  with 
the  suggestions  of  the  complainants,  which  filed  two  cases,  the 
other,  also  covered  by  this  report  being  No.  11495,  Same  vs. 
Abilene  &  Southern  et  al.  The  basic  allegations  were  that  the 
rates  were  unreasonable  and  unduly  preferential  of  refiners  of 
peanut  and  cottonseed  oils  of  competitors  of  the  complainant, 
with  refineries  at  New  Orleans,  Memphis,  Chicago,  and  points  on 
and  north  of  the  Ohio  River.  They  asked,  broadly  speaking, 
that  they  be  given  rates  on  the  two  classes  of  oils  from  the 
southeast  the  same  as  the  rates  on  the  oils  in  the  opposite 
direction,  made  by  combination  on  St.  Louis.  The  key  rate  on 
the  oils  in  question  in  the  reverse  direction  is  59.5  cents  with 
rates  to  points  beyond  made  fifth  class  differentials  over  or  under 
St.  t-oui.s.  The  examiner  said  that  application  of  fourth  class 


differentials  would  give  a  better  balanced  rate  structure.  He 
pointed  out  that  use  of  the  fourth  class  differentials  would  give 
rates  from  the  Macon  territory  exactly  the  same  as  were  granted 
as  emergency  rates  by  the  Railroad  Administration  in  1919  and 
1920,  when  the  Texas  refiners  thought  they  needed  oils  from 
the  southeast  to  use  in  blending  with  the  oils  produced  from 
peanuts  and  cottonseed  grown  in  their  territory. 

The  examiner  said  that  on  the  record  as  made  he  could  not 
determine  the  questions  of  unjust  discrimination  and  undue 
prejudice  in  connection  with  rates  to  the  mills  of  competitors  in 
the  Official  and  Western  Classification  territories. 


BEAUMONT   SWITCHING   CASE 

Application  of  intra-city  switching  rates  on  traffic  between 
Beaumont  and  Chaison,  Tex.,  during  the  whole  of  federal  con- 
trol, and  reparation  to  the  basis  of  such  rates  has  been  recom- 
mended by  Examiner  C.  I.  Kephart,  in  a  report  on  No.  12100, 
Beaumont  Chamber  of  Commerce  vs.  Director-General,  as  agent, 
Beaumont  Wharf  and  Terminal  Company. et  al.  The  report  also 
covers  sub  number  1,  same  vs.  same. 

Chaison  is  a  suburb  of  Beaumont.  The  service  to  and  from 
it  is  by  switching  crews.  The  hauls,  according  to  the  examiner, 
are  no  longer  than  other  intra-city  switching  hauls.  The  Rail- 
road Labor  Board  a  short  time  ago  refused  to  revise  the  wages 
of  the  crews  employed  in  that  service  to  the  road-haul  basis, 
notwithstanding  the  fact  that  the  charges  to  and  from  Chaison 
are  published  in  road-haul  tariffs.  Kephart  said  the  question 
was  not  to  be  determined  by  the  description,  but  by  the  actual 
character  of  the  service,  and  his  conclusion  on  that  point  is 
indicated  by  his  recommendation,  before  mentioned.  He  said 
the  trouble  all  resulted  from  the  application  to  the  rates  in 
effect  when  General  Order  No.  28  became  operative,  of  varying 
rules  for  increasing  rates,  instead  of  the  straight  25  per  cent 
addition  to  the  switching  rate  of  $5  per  car.  The  $15  per  car 
minimum  rule  and  the  4.5-cent  commutation  rule  respecting 
petroleum  and  its  products  were  all  used,  so  that  charges  on 
some  cars  went  as  high  as  $43  and  considerably  above  class 
rates  for  equal  distances. 

Efforts  to  persuade  the  Railroad  Administration  to  make 
an  adjustment  that  would  be  satisfactory,  Kephart  said,  failed, 
but  the  railroads  themselves  changed  the  situation  soon  after 
the  end  of  federal  control. 


RATES  ON  BRAKE  FABRIC,  ETC. 

Examiner  John  T.  Money,  in  a  tentative  report  on  No.  12933, 
Multibestos  Company  vs.  Southern  Pacific  et  al.,  has  recom- 
mended dismissal  of  the  complaint  on  a  finding  that  freight 
charges  on  brake  lining  fabric,  brake  linings,  metal  signs  and 
advertising  printed  matter,  in  carloads,  from  San  Francisco,  Cal., 
to  Kansas  City,  Mo.,  collected  at  the  joint  third-class  rate  of 
$3.665  governed  by  the  western  classification,  plus  a  $2.50  re- 
consigning  charge  not  in  issue,  were  not  unreasonable,  unjustly 
discriminatory  or  unduly  prejudicial.  The  shipment  moved  Jan- 
uary 20,  1921.  The  complainant  contended  that  its  brake  lining 
fabric  was  friction  fabric,  consisting  of  woven  asbestos  and  wire, 
and  that  the  rate  charged  was  unreasonable  to  the  extent  that 
it  exceeded  the  westbound  commodity  rate  of  $1.665.  The  de- 
fendants denied  that  complainant's  brake  lining  fabric,  if  moved 
westbound,  would  be  entitled  to  the  commodity  rate  applicable 
on  friction  fabric,  and  said  that  the  shipment  in  controversy  was 
the  only  carload  moved  they  could  discover.  The  examiner  said 
the  record  was  clear  that  the  shipment  in  question  was  an  iso- 
lated one  and  that  there  was  no  warrant  on  the  record  for  the 
establishment  of  a  commodity  rate. 


RATES  ON  COTTON  PIECE  GOODS 

An  award  of  reparation  has  been  recommended  by  Examiner 
J.  T.  Money,  in  a  tentative  report  on  No.  12888,  H.  D.  Lee  Mer- 
cantile Co.  vs.  Boston  &  Maine  et  al.,  on  a  holding  that  rates 
on  cotton  piece  goods  in  less  than  carloads,  from  New  York, 
N.  Y.,  and  points  in  New  England  to  Kansas  City,  Mo.,  were 
unreasonable  and  unlawful,  to  the  extent  that  they  exceeded  the 
aggregate  of  the  intermediate  rates  based  on  Memphis,  Tenn. 
The  shipments  moved  during  the  last  half  of  1917. 

The  shipments  moved  to  north  Atlantic  ports  over  either 
the  Boston  &  Maine  or  the  New  York,  New  Haven  &  Hartford, 
thence  Ocean  Steamship  Co.  to  Savannah,  Ga.,  and  the  Central 
of  Georgia  and  St.  Louis-San  Francisco  through  Memphis  to 
destination,  the  examiner  said.  Charges  were  collected  at  the 
applicable  joint  rates  based  on  factors  to  and  from  Chicago  or 
the  Mississippi  river  crossings  of  $1.07  or  $1.04,  composed  on  the 
R-25  rates,  85  per  cent  of  second  class  and  not  less  than  third 
class,  under  the  official  classification,  plus  commodity  rates  or 
third-class  rates,  under  exceptions  to  the  western  classification, 
beyond. 

"When  the  shipments  moved,"  the  examiner  said,  "the  ag- 
gregate of  the  intermediate  rates  over  the  route  of  movement 
was  $1,  composed  of  the  fourth  class  rate  of  50  cents  governed 
by  the  southern  classification  to  Memphis,  and  a  commodity 
rate  of  50  cents  from  Memphis  to  Kansas  City.  This  departure 
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from  the  provisions  of  the  fourth  section  was  neither  authorized 
by  the  Commission  nor  protected  by  an  appropriate  application 
and  was  unlawful.  Effective  October  10,  1919,  the  through  rates 
based  on  Chicago  or  the  Mississippi  River  crossings  were  reduced 
to  the  combination  of  the  local  rates  to  and  from  Memphis, 
thus  correcting  the  fourth  section  departure.  The  issues  here 
presented  are  the  same  as  those  in  Burnham-Munger-Root  Dry 
Goods  vs.  Director-General,  58  I.  C.  C.,  73.  wherein  the  Commis- 
sion awarded  reparation  on  cotton  piece  goods,  from  the  Atlantic 
seaboard  and  New  England  territories  to  Kansas  City,  to  the 
basis  of  the  aggregate  of  the  intermediate  rates  to  and  from 
Memphis." 

RATES  ON  BEET  SUGAR  MOLASSES 
A  recommendation  that  they  be  condemned  as  being  un- 
reasonable has  been  made  as  to  rates  of  36.5  and  21.5  cents 
on  beet  sugar  final  molasses,  from  Worland.  Wyo..  to  Billings, 
Mont.,  and  Lowell.  Wyo..  during  federal  control,  by  Examiner 
H.  J.  Wagner,  in  a  report  on  No.  13021.  Wyoming  Sugar 
Company  vs.  C..  B.  ft  Q.  et  al.  The  complainant  contended  the 
rates  were  unreasonable  to  the  extent  they  exceeded  the  subse- 
quently established  rates  of  12  cents  and  (.5  cents,  and  the  ex- 
aminer agreed  to  that.  The  complainant  asked  for  the  12.5  cent 
rate  several  months  prior  to  the  shipment  of  any  of  the  refuse 
molasses.  The  examiner  recommended  reparation. 


RATE   ON   BILLETS 

•  An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  billets  from  Allenport  to  McKees  Rocks.  Pa.,  during  federal 
control,  has  been  recommended  by  Examiner  R.  L.  Shanafelt  in 
a  report  on  No.  130*55.  Pittsburgh  Steel  Company  TS.  Director- 
General.  Pennsylvania  Railroad  Company  et  al.  Sixth  class  of 
$3.10  was  Imposed  on  63  carloads  shipped  between  January  15 
and  July  30.  1919.  After  the  movement  a  commodity  rate  of  <l 
was  established.  Shanafelt  recommended  reparation  to  the  basis 
of  that  rate. 


SECOND  CONCENTRATION  OF  COTTON 
Attorney-Examiner  William  B.  Hunter,  in  a  report  on  No. 
12574.  Spinnler  *  Co.  vs.  Director-General.  G.  M.  A  S.  A.  et  al.. 
has  recommended  a  holding  of  unreasonableness,  a  denial 
of  reparation  and  a  dismissal  of  the  complaint  because  the  proof 
did  not  show  that  the  complaining  firm  had  succeeded  to  any 
claim  for  reparation  of  Its  predecessor.  The  shipments  were 
made  by  Spinnler  ft  Hafner.  bat  apparently  the  freight  was  paid 
by  consignees  at  Fall  River.  Mass.  The  unreasonableness  con- 
sisted of  the  failure  of  the  carriers  to  permit  second  concentra- 
tion of  cotton  at  Galveston  In  November.  1918.  The  failure  to 
accord  second  concentration  caused  the  Imposition  of  two  15- 
cent  advances,  whereas  If  the  cotton  had  been  concentrated  a 
second  time  at  Houston  there  would  have  been  but  one  Increase 
of  15  cents  and  a  second  concentration  fee  of  3  cents.  Later 
In  the  same  year  the  charge  at  Galveston  was  made  the  same 
as  at  Houston,  but  on  account  of  the  failure  of  the  proof.  Hunter 
had  to  recommend  denial  of  reparation  and  dismissal  of  the 
eosa  plaint. 


RATES  ON  SAW  LOGS 

An  award  of  reparation  on  a  holding  of  unreasonableMM 
has  been  advised  by  Examiner  H.  J.  Wagner.  In  a  report  on 

130«2.  Clear  Cedar  Shingle  Company  vs.  Director-General, 
')  \v  i:  R.  ft  N.  Co..  as  to  rates  on  saw  logs,  from  Vader  to 
Helslng  Junction.  Wash.,  during  federal  control  He  said  the 

•illusion  should  hold  the  rates  unreasonable  to  the  extent 
that  they  exceeded  $2  per  thousand  feet,  minimum  7.000  feet, 
and  award  reparation  to  that  basis.  On  account  of  flood  con- 
ditions the  complainant  shipped  before  the  $2  rate  was  estab- 
lished. The  combination  of  rates  per  thousand  feet  and  cents 
per  hundred  pounds  yielded  car  earnings  of  about  J63.70  for  a 
haul  of  about  38  miles. 


WOODEN  TANK  STAVES  AND  HEADING 
In  a  tentative  report  on  No.  12138.  Parkersburg  Rig  ft  Reel 
vs.  Missouri,  Kansas  A  Texas  et  al..  Examiner  Henry  C. 
Keene  suggested  a  holding  of  unreasonableness  as  to  rates  on 
wooden  tank  staves  and  heading.  Including  Iron  and  steel  fix- 
tures (the  weight  of  the  Iron  and  steel  not  to  be  more  than  70 
per  cent  of  the  total  weight)  from  Ranger.  Tex.,  and  Tulsa. 
Okla..  to  Bowling  Green  and  Winchester.  Ky.  An  additional 
recommendation  Is  that  the  rates  on  the  same  commodities 
from  Albany,  Tex.,  to  the  Kentucky  destination  mentioned  are 
and  were  not  unreasonable  or  otherwise  unlawful.  His  affirma- 
tive recommendation  for  the  future  Is  that  rates  on  such  com- 
modities from  Ranger  and  Tulsa  be  made  no  more  than  10  per 
cent  hither  than  the  contemporaneous  rates  on  lumtxT  and  that 
reparation  be  awarded. 


B.  ft  O.  et  al.,  recommended  dismissal  on  a  holding  that  fourth 
class  rates  on  phosphate  of  lime  from  Camden  and  Cooper's 
Point,  N.  J.,  to  Chicago,  St.  Louis  and  Kansas  City,  had  not 
been  shown  to  be  unreasonable,  unjustly  discriminatory  or  un- 
duly prejudicial.  The  complainant  alleged  they  were  unreason- 
able, etc.,  because  and  to  the  extent  that  they  exceeded  the 
equivalent  of  sixth  class.  The  commodity  is  rated  fourth,  fifth 
and  sixth  in  official,  western  aud  southern  classification  terri- 
tories and  the  variation  in  the  rating  was  one  of  the  grounds 
of  the  complaint.  Another  was  that  phosphate  of  lime,  an  In- 
gredient in  baking  powder,  was  rated  as  high  as  the  flnishe-1 
product,  while  sodic  aluminum  sulphate,  also  used  for  the  same 
purpose,  is  sixth  class,  as  are  other  products  of  alum.  The  ex- 
aminer said  that  baking  powder  is  a  mechanical  and  not  a 
chemical  mixture,  so  that  it  is  rated  the  same  as  the  highest 
rated  ingredient  in  It. 


RATE  ON  COAL  FROM  LANDON,  PA. 
Dismissal  of  the  complaint  in  No.  12928,  W.  H.  Warner  & 
Co.  vs.  Director-General,  as  agent,  Pittsburgh  &  Lake  Erie,  has 
been  recommended  by  Examiner  Myron  Witters  on  a  proposed 
finding  that  a  rate  of  60  cents  per  net  ton.  charged  on  147  car- 
loads of  bituminous  slack  coal,  shipped  during  the  months  of 
January  to  May,  1919,  inclusive,  from  Landon.  Pa.,  to  Ros- 
traver.  Pa.,  and  Monessen.  Pa.,  was  not  unreasonable  or  other- 
wise unlawful.  The  complainant  sought  reparation  to  the  basis 
of  a  rate  of  40  cents. 


RATES  ON  SAW  LOGS  IN  MICHIGAN 
Rates  on  saw  logs  from  various  points  in  Michigan  to  Bay 
<'ity.  Mich.,  during  the  period  of  federal  control,  were  not 
unreasonable.  In  the  opinion  of  Examiner  Bronson  Jewell,  and 
he  has  recommended  dismissal  of  No.  12373,  Kneeland-BIgelow 
Co.,  et  al.  vs.  Director-General,  as  agent,  and  Michigan  Central, 
the  case  in  which  the  rates  were  brought  into  issue.  The  ex- 
aminer said  the  rates  attacked  compared  favorably,  distances 
considered,  with  Michigan  intrastate  distance  rates  maintained 
by  the  Minneapolis.  St.  Paul  ft  Sault  Ste.  Marie  and  the  Detroit 
It.  Mackinac.  and  that  they  did  not  appear  excessive  when  com* 
pared  with  Interstate  mileage  rates  of  the  Chicago  &  North 
Western  and  of  the  Chicago.  Milwaukee  &  St.  Paul.  They  are 
substantially  lower,  he  said,  distances  considered,  than  Michi- 
gan Intrastate  rates  maintained  by  the  Grand  Rapids  &  Indiana. 

DEMURRAGE  ON  FROZEN  SHIPMENTS 
An  order  of  dismissal  has  been  recommended  by  Examiner 
John  A.  McQuillan  in  a  report  on  No.  12660.  Missouri  Valley  As- 
sociation of  Sand  and  Gravel  Producers  vs.  Arkansas  Valley  In- 
terurban  Railway  Company  et  al.  on  a  holding  that  the  rule  gov- 
erning demurrage  on  frozen  shipments  is  not  unreasonable.  The 
rule  under  attack  Is  that  applied  by  steam  railroad,  making  writ- 
ten notice  a  fjrerequlsite  to  the  extension  of  free  time.  When 
such  notice  is  given  the  free  time  Is  extended  to  four  days,  after 
which  demurrage  begins  running,  no  matter  how  long  the  ship- 
ment remains  frozen.  The  complainants  asked  for  the  restora- 
tion of  the  rule  under  which,  by  making  efforts  to  unload  the 
cars,  the  consignee  could  obtain  an  extension  of  the  free  time 
until  the  lading  thawed.  The  examiner  said  the  rule  was  not  un- 
reasonable because  the  shipper  knows  that  loading  wet  sand  in 
the  winter  Is  likely  to  cause  delay  In  return  of  cars  and  there- 
fore he  should  be  prepared  to  pay,  if  the  lading  does  freeze. 


DEMURRAGE   DURING  STRIKE 

•^Attorney-Examiner  Charles  F.  Gerry  has  advised  the  Com- 
mission to  dismiss  No.  12672.  Barber  Asphalt  Paving  Company 
TS.  Lehlgh  Valley,  on  a  holding  that  demurrage  which  accrued 
on  cars  of  various  commodities  at  Maurer.  N.  J.,  In  the  latter 
part  of  June.  1920.  were  not  Illegal,  unreasonable,  unjustly  dis- 
criminatory or  unduly  preludiclal.  The  cars  accumulated  during 
the  strike  of  yardmen  and  later  a  strike  In  the  plant  of  the  com- 
plainant. Gerry  thinks  the  facts  brought  forward  by  the  com- 
plainant are  not  heavy  enough  to  cause  any  remission  of  the 
demurrage. 


COTTON  RAIL  AND  WATER  RATES 
Examiner  C.  I.  Kephart,  In  a  report  on  No.  12409,  H.  W. 
Garrow  ft  Co.  et  al.  vs.  Director-General.  G.  H.  ft  8.  A.  et  al.,  has 
recommended  a  holding  of  unreasonableness  as  to  rall-and-water 
rates  on  cotton  from  Houston  via  Galveston  to  New  York  for 
export  In  August.  September  and  October,  1918  He  said  the 
Commission  should  hold  unreasonable  the  combination  of  70.5 
cents  to  the  extent  that  the  rail  factor  from  Houston  to  Galveston 
exceeded  12  cents.  It  was  21  cents. 


RATES  ON    PHOSPHATE   OF   LIME 

Attorney -examiner  Charles   F.   Gerry,    In   a  report   on   No. 
12971,  Wllckes,  Martin  ft  Wllckes  Company  vs.  Director -Genera), 


HORSES  AND  MULES  FOR  EXPORT 
Examiner  Richard  T.  Eddy  has  recommended  the  dismissal 
of  No.  12861.  Le  Prestre.  Miller  &  Co..  Inc..  vs.  Erie,  on  the 
ground  that  the  yardage  and  terminal  charges  assessed  on 
shipments  of  horses  and  mules  from  Goshen.  N.  Y.,  to  Jersey 
City  and  New  York  for  export,  between  December  2,  1916. 
and  April  6,  1917,  were  not  unreasonable.  The  complainant 
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raised  a  question  as  to  the  applicability  of  the  rates  assessed,  as 
well  a.s  their  reasonableness.  Eddy  thinks  the  Commission 
should  hold  against  it  on  both  questions. 


RATES  ON  VALVES  UNREASONABLE 
A  holding  that  rates  on  iron  valves,  in  L.  C.  L.  quantities, 
from  Homestead,  Pa.,  to  Everett,  Seattle  and  Tacoma,  Wash., 
and  Los  Angeles  and  San  Francisco  between  April  20,  1917,  and 
December  30,  1919,  were  unreasonable  has  been  recommended 
by  Examiner  H.  W.  Archer,  in  a  report  on  No.  12607,  Home- 
stead Valve  Manufacturing  Co.  vs.  Director-General,  Pittsburgh 
&  Lake  Erie  et  al.  He  said  the  Commission  should  hold  them 
unreasonable  to  the  extent  they  exceeded  $2.30  from  April  20, 
1917,  to  June  24,  1918,  and  |2.875  since  that  date.  In  April, 
1917,  the  rating  was  increased  from  fourth  to  third  class  and 
the  rate,  to  the  terminal  points,  went  up  from  $2.20  to  $2.60. 
December  31,  1919,  iron  valves  were  raised  to  the  same  rates  as 
brass  valves. 


ILLINOIS  CEMENT  RATES 

One  of  the  factors  to  be  taken  into  account  in  considering 
the  difference  in  the  bases  of  cement  rates,  as  in  effect  from 
Bufflngton,  Ind.,  to  Illinois  destinations  on  the  one  hand  and 
intrastate  in  Illinois  on  the  other,  was  the  transportation 
of  cement  by  automobile  truck  from  Buffington  to  Chicago,  said 
E.  S.  Gubernator,  traffic  manager  for  the  Lehigh  Portland  Ce- 
ment Company,  at  the  hearing  on  No.  13061,  Universal  Portland 
Cement  Co.  vs.  A.  T.  &  S.  F.  et  al.,  before  Examiner  Keeler 
in  Chicago,  January  6.  He  said  that  truck  competition  was  one 
of  the  factors  usually  taken  into  account  in  fixing  rates,  but 
that  the  use  -of  automobiles  for  hauling  cement  from  Buffington 
to  Chicago  was  of  such  recent  development  as  not  to  have  been 
reflected  in  the  intrastate  rates,  which  were  fixed  some  years  ago. 

"We  secured  some  bids  from  private  truck  interests,"  said 
Mr.  Gubernator,  "without  making  any  promises  as  to  tonnage 
or  regularity.  These  were  sometimes  as  low  as  17  'cents  a  bar- 
rel and  included  hauling  direct  to  the  job.  Contrasted  to  this  is 
the  34-cent  rate  from  La  Salle,  to  which  must  be  added  cartage 
from  the  nearest  team  track.  And  under  the  tariffs  we  often 
have  to  'pay  a  local  rate  in  order  to  get  to  the  team  track  nearest 
to  the  job." 

The  witness  said  that  for  these  reasons  and  for  other  traffic 
reasons  intrastate  rates  to  Chicago  might  properly  be  on  a  some- 
what lower  basis  than  to  the  rest  of  the  state,  and  he  asked 
the  Commission  not  to  disturb  that  rate,  even  if  it  saw  fit  to 
order  a  revision  in  the  intrastate  rates  generally.  "To  raise 
the  Chicago  rate  even  slightly,"  he  said,  "would  shut  the  Illinois 
producers  out  of  that  market  entirely." 

H.  M.  Slater,  rate  expert  for  the  Illinois  commission,  took 
the  stand  for  a  few  minutes  to  make  a  general  protest  against 
any  raise  in  the  Illinois  rates.  "They  really  ought  to  be  re- 
vised downward,"  he  said  "We  figure  that  the  freight  cost  on 
all  the  materials  for  making  one  mile  of  highway  amounts  to 
,  $6,500.  Other  states  have  had  general  reductions  in  the  rates 
on  sand,  gravel  and  crushed  stone,  but  none  have  been  made 
in  Illinois.  We  would,  therefore,  feel  any  raise  in  cement  rates 
all  the  more  keenly." 

Mr.  Slater  also  pleaded  against  any  raise  in  the  intrastate 
rates  on  the  finding  of  discrimination  by  the  Commission.  To 
do  so,  he  said,  would  "freeze"  the  rates,  because,  being  Com- 
mission-made, the  Illinois  commission  could  not  reduce  them 
in  the  future  and  the  Interstate  Commerce  Commission,  unless 
the  question  of  discrimination  were  again  raised,  would  also 
be  unable  to  order  a  reduction.  He  insisted  that  nothing  short 
of  a  revision  of  the  act  would  make  it  possible  to  make  future 
adjustments  in  the  intrastate  cement  rates,  were  the  Commis- 
sion to  order  them  raised. 

An  Indefinite  adjournment  was  taken  on  the  fourth  day  of 
the  hearing.  January  7,  when  it  became  apparent  that  it  could 
not  be  completed  last  week.  T.  E.  Bond,  assistant  traffic  man- 
ager for  the  Elgin,  Joliet  &  Eastern,  was  on  the  stand  most  of 
the  day,  first  as  witness  for  the  intervening  Illinois  cement  in- 
terests, and  later  as  witness  for  the  carriers.  In  the  latter  ca- 
city  his  evidence  was  directed  chiefly  toward  the  reasonable- 
ness of  the  present  interstate  rates  on  cement  from  Buffington, 
Ind.,  to  destinations  in  Illinois. 

The  interveners  sought  to  find  out  from  Mr.  Bond,  while  he 
was  on  the  stand  as  their  witness,  what  the  corporate  relation- 
ship of  the  E.  J.  &  E.  and  the  .  Universal  Portland  Cement  Co 
was.    It  was  their  contention  that  both  were  proprietary  inter- 
ests of  the  United  States  Steel  Corporation.    This  relationship 
cording  to  Mr.  Burchmore,  might  mean  that-the  E.  J  &  E  was 
getting  excessive  divisions  out  of  the  rates  from  Bufflngton  to 
Ilinois   destinations,    thus    making    the    alleged    discrimination 
the  Indiana  point  one  of  divisions  rather  than  one  of 


rates. 


'It  seems  queer,"  he  said,  "that  of  the  many  industries  lo- 

J-  &  E-  u  shouid  be     * 


theoretical  mileage  used  to  determine  the  rates  in  accordance 
with  the  order  in  No.  8182;  but  Mr.  Bond  insisted  that  the  divi- 
sions were  matters  of  individual  agreement  and  were  not  based 
on  mileage  at  all.  Mr.  Burchmore  thereupon  asked  that  the 
carriers  be  required  to  furnish  a  list  of  divisions  for  the  record. 
The  request  was  taken  under  advisement. 

W.  Young,  speaking  for  the  Atlas  Portland  Cement  Co.,  sug- 
gested that  instead  of  the  proposal  of  the  carriers  to  put  into 
effect,  interstate  and  intrastate,  a  scale  based  on  the  8182  No.  2 
scale  plus  2  cents  and  35  per  cent,  a  basis  of  rates  be  agreed 
upon,  based  on  the  No.  1  scale  in  the  same  case  plus  the  same 
increases.  He  said  that  the  No.  1  scale  was  approximately  20 
per  cent  less  than  the  No.  2,  and  that  it  was  originally  proposed 
by  the  Commission  for  application  in  Illinois,  but  that  before  its 
elective  date  it  was  consolidated  with  scale  No.  2  by  a  supple- 
mental order. 


STORAGE   CHARGES   ON  AUTOMOBILES 

A  charge  of  $1,125  for  storage  on  three  automobiles,  held  at 
the  unloading  platform  of  the  New  York  Central,  at  23rd  Street 
Chicago,  from  August  11,  1920,  to  February  17,  1921,  was  unrea- 
sonable, according  to  Wm.  E.  Huffman,  president  of  the  complain- 
ing company,  who  testified  at  the  hearing  on  No.  12955,  Huffman 
Brothers  Motor  Co.  vs.  N.  Y.  C.,  before  Examiner  Keeler,  in  Chi- 
cago, January  11.  Mr.  Huffman  said  the  first  notice  his  company 
had  on  non-delivery  of  the  automobiles,  which  were  shipped 
order-notify,  was  the  advertisement  of  them  for  sale  as  unclaimed 
freight.  He  contended  that,  in  any  case,  the  automobiles  should 
have  been  removed  to  a  public  warehouse  where  they  could 
have  been  stored  for  a  maximum  of  $10  a  car  a  month,  instead 
of  the  $2  a  day  assessed  by  the  railroad  for  storage  in  what  he 
termed  an  unsuitable  shed.  Eventually,  he  said,  the  automobiles 
had  to  be  sold  at  a  sacrifice,  owing  to  the  exposure  they  had 
undergone. 

The  automobiles  were  shipped  from  the  complainant's  fac- 
tory at  Elkhart,  Ind.,  July  24,  1920,  and  arrived  in  Chicago, 
August  2.  Consignees  refused  to  accept  the  shipment,  according 
to  the  witness,  and  the  draft  in  payment  for  them,  which  was 
turned  over  to  an  Ohio  tire  company,  was  returned  after  some 
months,  unpaid.  Representatives  of  the  carriers  argued  that  the 
shipper  had  some  legal  recourse  on  the  consignee  because  the 
automobiles  were  shipped  on  contract.  They  said  the  consignee 
was  notified  at  the  time  the  automobiles  arrived  in  Chicago  and 
that  he  said  he  would  accept  them  if  he  could  persuade  the  Huff- 
man company  to  make  some  price  concession.  This  he  evidently 
could  not  do,  for  the  automobiles  remained  at  the  unloading  shed. 
According  to  records  of  the  railroad,  introduced  as  exhibits, 
the  shippers  were  notified  by  the  agent  at  Elkhart,  and  also  by 
letter  from  Chicago,  that  the  cars  remained  undelivered.  The 
storage  charges  assessed  were  those  contained  in  Fairbanks' 
tariff,  L.  P.  Day,  attorney  for  the  New  York  Central,  said,  and  as 
such  were  more  in  the  nature  of  a  penalty  for  non-removal  of 
the  goods  than  a  reasonable  charge  for  storage.  He  said  the  New 
York  Central  did  not  hold  itself  out  as  a  warehouseman.  Counsel 
for  the  complainant  contended  that  although  the  charges  as  as- 
sessed might  have  operated  as  a  penalty  during  the  first  ten  or 
twenty  days,  after  the  elapse  of  such  time  the  railroad  did,  in 
fact,  become  a  warehouseman  and  should  have  assessed  only 
reasonable  storage  charges  against  the  automobiles. 


VALUATION  CASES 

The  Traffic  World  Washington  Bureau 

Final  arguments  in  the  Kansas  City  Southern  and  San  Pedro, 
Los  Angeles  &  Salt  Lake  valuation  cases  have  been  conceded 
before  the  Commission  and  unless  the  Commission  decides  to 
reopen  either  case,  the  announcement  of  the  final  values  of 
these  properties  will  be  the  next  step  in  the  procedings.  These 
are  the  first  of  the  valuation  cases  to  reach  an  advanced  stage 
and  if  the  Commission  disposes  of  them  before  any  of  the  n'her 
cases  pending  before  it,  the  final  values  announced  will  be  the 
first  to  be  fixed  by  the  Commission  in  any  of  the  valuation  cases. 
The  Commission  has  announced  tentative  final  valuations  in  a 
number  of  cases,  but  since  the  Kansas  City  Southern  mandamus 
decision  by  the  Supreme  Court  directing  the  Commission  to 
follow  the  valuation  law  with  respect  to  ascertaining  the  cost 
of  reproduction  of  carrier  lands,  no  final  value  has  been  an- 
nounced. 

Representatives  of  the  carriers  contended  in  the  arguments 
that  the  tentative  final  values  fixed  were  inadequate  and  that 
they  should  have  been  based  on  the  earning  power  of  the  prop- 
erties, present  and  prospective.  Counsel  for  the  state  commis- 
sions and  the  American  Farm  Bureau  Federation  argued  in 
support  of  the  Commission's  valuations. 


Mr.   Burchmore  contended  that  the  divisions   in  the  rates 
were  based  on  percentages  of  actual  mileage  rather  than  ou  tfce 


MILEAGE    BOOK    BILL 

The  Senate  did  not  take  up  the  mileage  book  bill  January 
11,  as  had  been  agreed  on  December  22,  because  the  Newberry 
election  case  had  not  been  disposed  of.  Senator  Robinson,  how- 
ever, obtained  anpth.er  agreement  to  take  the  bill  up  January  IfJ, 
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GENERAL  RATE  INQUIRY 

Tin  Tragic  World  Woskimgto*  B»rr«n 

A  surprising  lack  of  interest — at  least  that  could  be  measured 
by  means  of  the  number  of  letters — was  noted  in  the  general  rate 
inquiry  (Docket  No.  13293),  right  on  the  eve  of  the  resumption  of 
that  inquiry,  January  11.  In  the  recess  for  the  holidays  Chief 
Examiner  Quirk  tried  to  obtain  an  Idea  as  to  how  much  time  ship- 
pers of  various  kinds  of  commodities  would  desire,  when  their 
opportunity  to  be  heard  should  come.  Up  to  Jan.  10  his  schedule 
contained  one  important  commodity,  listed  in  the  circular  letter 
he  had  sent  out  on  the  subject,  as  to  which  only  one  hour  had 
been  asked,  up  to  January  10. 

It  was  surmised  that  this  appearance  of  indifference  could  be 
attributed  to  a  conclusion,  on  the  part  of  the  counsel  of  various 
shippers,  that  they  could  make  arrangements  to  be  heard  after 
they  arrived  in  Washington.  If  that  was  the  idea,  the  result  was 
disappointing  to  the  members  of  the  Commission's  staff  who  had 
been  detailed  to  And  out.  from  shippers,  the  amount  of  time  they 
thought  necessary  for  the  proper  presentation  of  their  views.  The 
object  in  sending  out  the  circular  letter  was  to  appraise  the 

ngth  of  the  demand  for  time,  so  as  to  make  an  approximate 
distribution  of  time  available,  before  the  hearings  should  be 
resumed. 

At  the  time  the  hearings  were  resumed  the  answer  to  the 
Commission's  query  on  that  point  was  not  in  hand,  except  In 
(he  most  sketchy  form.  The  railroad  men  had  also  failed  to  indi- 
cate clearly  what  they  intended  doing.  The  state  commissioners 
were  represented  in  force  at  the  office  of  John  E.  Benton,  their 
Washington  representative,  bat  they,  like  the  shippers  and  the 
railroad  men,  had  not  given  altogether  definite  Indication  of  what 
they  intended  doing  and  the  time  they  thought  they  would  need 
for  doing  It. 

In  the  year  ended  September  SO,  1921.  only  IS  of  the  174 
class  I  railroads,  covered  by  sutlstlcs  submitted  In  the  Com- 
mission's general  rate  Inquiry,  had  incomes  In  excess  of  6  per 
cent  on  the  value  of  their  property  devoted  to  trans  portal  loo. 
and  therefore  subject  to  that  part  of  the  transportation  act 
providing  for  the  recapture  of  earnings.  The  Union  Pacific, 
Delaware  ft  Lackawanna,  and  the  Michigan  Central  are  the 
only  ones  among  the  13  whose  names  are  well  known  to  the 
public.  Seven  of  the  13  are  In  the  eastern  district  and  6  In 
the  territory  west  of  the  Mississippi.  The  southern  district 
showed  not  one  road  earning  in  excess  of  6  per  cent. 

Thirty-eight  roads  bad  operating  deficits.  11  In  the  eastern 
district  and  6  in  the  territory  west  of  the  Mississippi.  The 
southern  district  showed  not  one  road  earning  In  excess  of 
6  per  cent 

Thirty-eight  roads  had  operating  deficits,  11  In  the  eastern 
district.  17  In  the  western  and  12  In  the  southern.  Taking  the 
railroads  as  a  whole,  by  groups,  they  fell  far  short  of  the  Income 
Congress,  by  the  legislation  of  1920.  Indicated  would  be  rea- 
sonable. 

The  foregoing  are  among  the  facts  put  before  Commissioner 
Esch  and  Lewis,  who  presided  January  11  at  the  resumed  hear- 
ing In  the  Commission's  general  Inquiry  Into  the  rates  of  car- 
riers. The  failure  of  the  Senate  to  confirm  the  nominations  of 
If  C.  Hall  and  C.  B.  Altchison,  left  only  two  members  of  the 
division  appointed  to  hear  the  testimony  qualified  to  continue 
their  service. 

At  the  beginning  of  the  resumed  hearing  arrangement  was 
made  to  hare  Secretary  Hoover,  of  the  Department  of  Commerce, 
take  the  stand,  as  the  representative  of  the  commerce  of  tb> 
country,  to  testify  generally  on  the  subject  The  Chamber  ol 
the  Commerce  of  the  United  States  asked  that  Mr.  Hoover  be 
called.  Richard  Waterman,  chairman  of  the  transportation  com- 
mittee of  the  chamber,  read  a  letter  from  President  DePrees  of 
that  body  asking  that  Mr.  Hoover  be  called.  Commissioner  Esch 
said  that  would  be  done. 

When  that  had  been  done,  accounting  officers  for  the  rail- 
roads were  put  on  the  stand  to  show,  by  figures,  that  the  rail- 
roads had  not  achieved  an  Income  of  6  per  cent,  as  Intended  by 
the  law,  and  that  therefore  they  could  not  stand  any  further 
reductions  in  rates. 

D.  8.  Brigham.  assistant  to  the  president  of  the  Boston  ft 
Maine,  appeared  for  th-  New  Kn  gland  lines;  George  M.  Shrlver, 
vice  president  of  the  Baltimore  ft  Ohio  In  charge  of  accounting, 
spoke  for  the  eastern  lines  other  than  those  of  New  England; 
I.  V.  Wettlinr.  for  the  western  lines,  and  J.  W.  Lamb,  for  the 
southern.  Their  figures  were  In  continuance  of  the  picture  they 
were  painting  when  the  Commission  took  a  recess  for  holidays, 
and  because  the  accounting  officers  had  run  out  of  material  with 
which  to  answer  the  questions  asked  by  the  Commission  in  Its 

'ilars  Indicating  what  It  desired  to  learn  from  them.  In  a 
large  measure  the  exhibits  were  cumulative.  They  showed  In 
detail  what  had  been  shown  In  the  earlier  exhibits  for  the  rail- 
roads as  groups;  that  Is,  the  financial  result  for  each  road  was 
set  forth  so  as  to  bring  out  the  fact  that  only  13  railroads  had 
achieved  a  return  of  more  than  6  per  cent.  The  roads,  other 
than  those  already  mention"),  that  attained  that  dignity  are: 

C'hlrago.  Inrllanapolls  *  Western;  Cincinnati  Northern; 
Detroit  *  Toledo  Shore  Line;  Lehlgh  ft  New  England,  and  Per 


kiomen  in  the  east.  Beaumont,  Sour  Lake  &  Western;  Fori 
Worth  &  Denver  City;  Gulf,  Colorado  &  Santa  Fe;  Louisiana 
Western,  and  St.  Louis,  Brownsville  &  Mexico,  in  the  west. 

In  the  first  eight  months  of  the  year  ended  September  30, 
1921,  the  New  England  lines  had  a  deficit.  In  the  last  four 
months  they  had  an  income  of  2.3  per  cent.  Their  shortage 
under  six  per  cent  amounted  to  $57,370,953.  That  fact  was  pre- 
sented by  Mr.  Brigham.  Similar  facts  for  the  groups  of  roads 
for  which  they  were  speaking  were  presented  by  the  other 
accounting  officers.  The  exhibits  also  showed  the  trend  of 
prices  for  materials  and  supplies,  Mr.  Shriver  showing  a  reduc- 
tion of  28.6  per  cent,  in  comparing  material  prices  October  1, 
1921,  with  those  of  September  1,  1920,  when  the  peak  in  prices 
of  the  post  war  boom  was  reached. 

American  railroads,  at  this  time,  are  not  prepared,  in  the 
event  tonnage  in  the  volume  it  was  running  in  1920  should  be 
offered,  to  handle  it,  Daniel  Willard,  president  of  the  Baltimore 
ft  Ohio,  told  the  Commission  at  the  afternoon  session,  January 
11.  Their  equipment  is  not  in  condition  to  haul  the  peak  tonnage 
offered  in  that  year. 

At  all  times  In  1920,  R.  H.  Aishton,  president  of  the  American 
Rallw'ay  Association,  told  the  Commission  during  the  same  ses- 
sion, the  railroads  had  cars  and  engines  enough  to  take  care 
of  all  ihe  business  offered.  According  to  the  last  car  surplus 
report  prepared  by  the  association  of  which  he  is  the  head,  he 
said,  the  railroads  had  470,516  idle  cars  that  were  in  fit  condition 
for  use  in  the  event  any  one  should  offer  lading. 

In  the  opinion  of  Mr.  Willard,  there  are  many  economies 
which  the  railroads  could  make  if  they  had  the  money.  Using 
the  Baltimore  ft  Ohio,  because  he  considered  it  typical,  Mr. 
Willard  said  that  at  the  present  time  it  Is  using  small  and  less 
economical  engines  because  It  feels  unwarranted  in  repairing 
larger  and  more  modern  engines. 

The  railroads,  by  means  of  divisions  and  committees  of  the 
association  are  always  trying  to  standardize  railway  equip- 
ment and  materials,  said  Mr.  Aishton.  He  did  not  go  into  the 
question  of  rates.  As  to  the  efficiency  of  railroads  he  said  it  was 
hard  to  undertake  an  answer  to  that.  "First,"  he  asked,  "with 
what  can  they  be  compared."  He  said  it  was  difficult  to  compare 
railroads  because  there  are  conditions  on  each  railroad  the  like 
of  which  are  not  to  be  found  on  other  roads.  It  is  even  diffi- 
cult, he  said,  to  compare  two  divisions  of  the  same  railroad. 
But  he  said  the  fact  that  they  are  always  at  work  trying  to  cut 
down  expenses  led  him  to  the  conclusion  that  they  are  efficient. 
He  submitted  68  exhibits,  each  being  a  study  of  some  phase 
of  railroading,  although  he  said  be  hated  statistics  and  seldom 
used  them  exeept  in  the  simplest  form.  One  ray  of  illumination, 
he  said,  could  be  found  in  the  tables  submitted  by  him.  That 
was  to  be  found  in  the  unit  cost  of  materials  and  supplies  per 
train  mile  prepared  by  the  Commission.  That  was  59.5  cents 
In  1920  and  the  same  In  1921.  Yet  he  said  the  same  statistics 
showed  the  cost  of  coal  bad  risen,  from  $3.91  to  $4.26  per  ton. 
Tin-  only  possible  conclusion  to  be  drawn  from  that,  he  said, 
was  that  the  coal  had  been  more  economically  used. 

As  to  whether  the  railroads,  by  the  unification  of  terminals 
or  the  routing  of  traffic  regardless  of  the  ownership  of  rails, 
achieve  greater  economies,  he  said  that  during  the  26  months 
of  federal  control,  the  empty  mileage  amounted  to  31.6  per  cent. 
In  the  15  years  of  private  control  and  operation  preceding  1920, 
the  empty  mileage  was  only  31.4  per  cent.  That  is  to  say,  empty 
cars  were  hauled  more  miles  while  the  railroads  were  unified 
than  when  they  were  not 

Shippers  showed  unusual  interest  in  the  testimony  of  Mr. 
when  he  began  dealing  with  claims  for  loss  and  damage. 
Mr.  Aishton  said  their  great  complaint  was  that  claims  were 
being  held  up.  He  said  that  In  August  and  September  the  new 
claims  received  and  those  disposed  of  almost  exactly  balanced 
each  other.  From  that  he  drew  the  conclusion  that  last  fall, 
at  least,  the  claims  were  being  disposed  of  in  an  average  of 
30  days. 

At  present,  he  said,  cars  are  not  being  loaded  as  heavily  as 
at  the  time  of  great  shortage,  but  he  ascribed  that  to  the  fact 
that  shippers,  in  times  of  stress,  order  minimum  loads. 

The  declaration  of  Mr.  Willard  that,  as  they  are  now  situated, 
the  railroads  could  not  handle  the  tonnage  they  handled  In  1920 
was  not  part  of  his  prepared  statement.  He  made  that  assertion 
of  opinion  to  show  that  their  lack  of  revenue  has  put  them 
into  a  condition  which  would  not  be  to  the  liking  of  shippers 
were  business  to  revive  with  a  jump.  His  statement,  In  part 
was  as  follows: 

There  are  no  doubt  many  large  economies  which  the  railroads  could 
and  would  Inaugurate  If  flnnnrinlly  able  to  do  so.  Perhaps  a  further 
reference  to  the  Baltimore  &  Ohio  Railroad  In  this  connection  will 
serve  to  Illustrate  what  I  have  In  mind: 

That  company  has  today  laid  up  and  In  first-class  condition  and 
ready  for  Immediate  servlre  175  heavy  modern  freight  engines  of  the 
most  approved  type.  This  situation  Is  due.  of  course,  to  the  depression 
In  business.  At  the  same  time  we  nre  running  In  dally  freight  service 
on  several  hundred  miles  of  line  n  lnr^e  number  of  smaller  and  less 
•  mile  locomotives.  We  are  not  able  to  substitute  the  heavier  ones 
for  the  lighter,  although  we  have  them  available.  In Tause  the  I  ridges 
on  the  part  of  the  line  referred  to  were  not  designed  to  cnrry  an  engine 
of  the  heaviest  weight.  To  replace  the  bridges  with  stronger  ones. 
as  we  will  do  when  we  are  able,  would  cost  at  present  prices  more 
than  IS. 000.000,  and  we  are  not  In  position  to  assume  such  an  expendl- 
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ture.  although  I  am  convinced  the  economy  that  could  be  effected  in 
this  connection  would  show  a  large  return  upon  the  necessary  new 

CaPThe  case  related  Is  typical.  I  could  enumerate  many  more.  I 
do  not  think  the  Baltimore  &  Ohio  In  this  respect  differs  materially 
from  other  companies.  1  am,  in  fact,  using  the  Baltimore  &  Ohio  as 
an  illustration  because  I  believe  it  to  be  typical. 

To   the  extent   that   further  co-operation   between  the   carriers  in 

the  use  of  terminals  would  effect  economies.  I  agree  with  Walker  D. 

Mines  that  such  co-ordination  should  be  encouraged  so  far  as    s  con- 

slstlnt  with  a  fair  adaptation  of  the  competitive  system.     But  In  that 

mnection  my  study  leads  me  to  the  following  conclusions: 

The  economies  to  be  so  effected  have  been  very  greatly  over- 
estimated and  further,  any  considerable  change  in  the  use  ana 
,M,  Ihods  of  operating  our  larger  terminals  would  probably  require  pre- 
liminary expenditure  of  a  substantial  amount  of  new  capital. 

At  the  present  time,  when  railway  managers  are  so  hard  pressed 
between  the  forces  that  tend  to  keep  up  the  operating  costs  on  the 
ane  hand  and  those  who  seek  to  bring  down  rates  and  charges  on 
the  other  I  cannot  believe  they  are  neglecting  to  seek  economies  in 


linVen5^.  to   Question   11.    in   I.   C.    C.   Order   13293     I 

should  say  that  at  this  time  no  one  can  fix  the  limit  of  the  extent  to 
which  net  earnings  can  be  increased  by  enhanced  economy  and  efficiency 
in  management,  but  that  the  economies  in  that  direction  which  will  have 
real  and  controlling  influence  on  the  situation  can  only  be  made 
effective  by  expenditure  of  large  sums  of  new  capital,  and  the  rail- 
roads as  a  whole  are  not  in  position  to  make  such  expenditures  at 

thUOn'c'ei'more  I  wish  to  repeat  that  I  do  not  seek  to  minimize  the 
possibilities  of  economy  in  various  small  ways  and  with  facilities  a 
they  already  are.     I  only  wish  to  be  understood  as  saying  that  in  my 
opinion   the  solution  of  our  present  problems   is  not  to   be   found  in 


^  Commission  asks:    ..what  shouid  be  the  rate 
of  return  after  March  1.  <1922?" 

The   Congress   after   a   most    searching   inquiry   decided   that   5% 
per  cent  should  be  the  minimum  return  as  conditions  were  at  the  time 
of  passage  of  the  transportation  act,  with  an  additional  one-half  per 
cent   in   the   discretion   of  the   Commission.     Many   believed   that  the 
rate   fixed  by   the  Congress   was   too  low.     I  thought   so   then   a 
think  so  now.    While  there  has  been  some  slight  change  in  the  finan- 
cial  situation   since  the   transportation   act  was  passed,   nothing   has 
happened   which   in    my   opinion   would   justify   reducing   the    rate    o 
return,  providing,  of  course,  it  is  still  desired  that  the  carriers  shall 
endeavor  to  keep  facilities  sufficient  to  furnish  the  public  with  ade- 
quate transportation  at  reasonable  rates.     It  is  my  judgment,   there- 
fore, that  not  less  than  6  per  cent  would,  under  conditions  now 
isting,  constitute  a  fair  return,  to  be  effective  from  and  after  March 
1.  1922. 

When  Congress  specified  the  rate  of  return  now  in  the  transpor- 
tation act,  it  did  so  for  the  purpose  of  stabilizing  railroad  credit. 
Unfortunately,  because  of  conditions  which  were  not  foreseen—  nor 
could  they  have  been  foreseen—  by  Congress,  the  results,  hoped  for 
in  this  connection  have  not  yet  been  realized.  It  is  essential,  how- 
ever that  the  credit  of  the  railroads  should  be  stabilized  on  a  proper 
basis  in  order  to  restore  the  purchasing  power  of  the  railroads  and 
put  them  in  position  not  only  to  properly  maintain  their  existing  fa- 
cilities, but  to  provide  the  additional  facilties  necessary  in  the  public 
interest,  and  it  ia  much  more  important  to  the  public  as  a  whole  that 
there  should  be  adequate  transportation  facilities  with  satisfactory 
service,  than  that  there  should  be  lower  rates.  L-ower  rates  will  come, 
but  they  should  come  only  as  and  when  the  railroads  are  clearly  in 
position  to  grant  them  without  impairing  their  ability  to  render  ade- 
quate and  satisfactory  service. 

Rate  adjustments  have  already  been  made  to  correct  disarrange- 
ments as  to  localities  and  some  dislocations  as  to  commodities,  and 
in  a  few  instances  adjustments  have  been  made  for  purely  economic 
reasons,  as  'in  the  case  of  certain  export  rates  revised  in  an  effort 
to  stimulate  competition  in  world  markets,  and  more  recently  with 
reference  to  agricultural  products  which  perhaps  have  more  widely 
and  more  completely  been  forced  downward  to  a  pre-war  basis.  More 
in  this  direction,  however,  the  railroads  cannot  advisedly  do  at  this 
time.  Rates  having  generally  been  advanced  on  a  uniform  or  per- 
centage basis,  it  would  seem  desirable,  in  fact  necessary,  that  when 
general  reductions  are  made,  they  should  be  made  in  the  same 
way.  Adjustments,  of  course,  must  of  necessity  be  made  whenever 
It  can  be  shown  that  existing  relationships  are  clearly  out  of  line. 
Certainly  the  carriers  in  the  eastern  region  cannot  make  a  general  • 
percentage  reduction  now  of  such  an  amount  as  to  be  definitely 
helpful,  and  it  is  doubtful  if  any  substantial  reduction  could  be  jus- 
tified with  reference  to  any  one  commodity  or  class  of  traffic. 

It  Is  a  matter  of  record  that  for  several  years  before  the  war 
the  tendency  of  the  net  earnings  of  the  carriers  in  the  eastern  region 
was  steadily  downward. 

This  Commission  itself  found  that  the  tendency  so  observed  was 
not  in  the  best  public  interest,  and  the  conclusion  of  the  Commission 
finds  Its  sufficient  support  in  the  fact  that  because  of  diminishing  net 
income  the  carriers  were  not  able  to  provide  additional  facilities 
needed  in  the  public  interest. 

During  federal  control  brought  about  by  the  war,  railroad  oper- 
ating costs,  in  common  with  all  other  costs,  mounted  rapidly  but 
without  corresponding  advances  in  rates,  and  during  the  same  period 
the  fixed  charges  of  the  carriers  were  also  increased  by  additions 
and  betterments  made  at  high  costs,  and  largely  (particularly  in  the 
eastern  district)  to  meet  war  emergencies.  Because  of  war  and  other 
conditions  the  properties  were  not  fully  maintained,  and  were  returned 
to  their  owners  In  less  effective  condition  than  when  taken  over. 

Congress,  responsive  to  the  expressed  desire  of  the  people,  pro- 
vided for  the  termination  of  federal  control  and  for  the  future  opera- 
tion of  the  railroads  under  the  terms  of  the  transportation  act. 

This  Commission,  responsive  to  the  terms  of  the  act,  proceeded 
Immediately  to  authorize  and  order  such  increase  in  rates,  fares  and 
charges  as  it  believed  would  carry  out  the  purpose  of  the  act. 

Even  before  the  inauguration  of  the  higher  rates  and  charges, 
the  industrial  and  economic  readjustments  which  were  world-wide  and 
which  were  a  natural  and  inevitable  sequence  of  the  war,  had  begun, 
and  some  months  later  were  reflected  in  this  country  in  a  sharp  and 
sustained  decline  in  business. 

The  carriers,  subject  as  they  are  to  regulation  by  the  govern- 
mental agencies  of  the  states  and  nation,  were  not  able  to  promptly 
reduce  their  expenditures  in  keeping  with  their  declining  revenues,  and 
this  in  turn  served  to  shrink  the  net  earnings  of  the  carriers  so 
seriously  that  they  were  compelled,  in  order  to  maintain  their  finan- 
cial Integrity,  to  resort  to  forced  economies  in  all  directions,  which 
in  turn  meant  fewer  men  employed  and  less  material  used  and  pur- 
chased. 

This  enforced  policy  on  the  part  of  the  railroads  contributed  In 
measurable  degree  towards  accentuating  the  business  depression. 

The  carriers,  unable  to  provide  from  earnings  in  the  past  reserves 
such  as  contemplated  In  the  transportation  act,  are  not  now  in  position 


to  make  a  general  rate  reduction  in  anticipation  of  possible  lower  op- 

eratWhiieOSthe  presenTcondition  of  affairs  in  the  country  and  the  rest 
of  the  world  is  difficult  and  trying,  it  is  the  logical  sequence  to  the 
war  and  must  be  borne  until,  by  means  of  orderly  and  well-considered 
processes,  a  more  normal  condition  can  be  brought  about. 

For  the  reasons  enumerated,  I  do  not  think  the  best  interest  of 
the  public  would  be  promoted  at  this  time  by  action  of  any  kind 
which  would  tend  to  immediately  reduce  the  revenue  of  the  carriers. 

Rates  will  eventually  come  down,  but  to  unduly  hasten  the  move- 
ment would,  in  my  opinion,  be  unwise  and  would  not  tend  to  promote 
the  larger  public  interest. 

The  hearing  was  adjourned  from  the  afternoon  of  January 
11  until  the  afternoon  of  January  12  because  S.  W.  Felton  could 
not  get  here  in  time  for  a  morning  session  January  12. 

TRANSPORTATION    INQUIRY 

Thf  Traffic   World   Washington  Bureau 

Representative  Reece,  of  Tennessee,  has  introduced  House 
concurrent  resolution  No.  41,  providing  for  a  joint  commission 
of  transportation  inquiry  to  conduct  a  general  inquiry  into  the 
transportation  situation  and  to  make  a  report  within  60  days 
after  passage  of  the  resolution.  The  resolution  was  referred  to 
the  committee  on  rules.  It  is  as  follows: 

That  a  joint  commission  is  hereby  created,  to  be  known  as  the 
Joint  Commission  of  Transportation  Inquiry,  which  shall  consist  of 
three  Senators,  two  of  whom  shall  be  members  of  the  majority  party 
and  one  of  whom  shall  be  a  member  of  the  minority  party,  to  he 
appointed  by  the  President  of  the  Senate,  and  three  Representatives, 
two  of  whom  shall  be  members  of  the  majority  party  and  one  of  whom, 
shall  be  a  member  of  the  minority  party,  to  be  appointed  by  the 

Said  commission  shall  conduct  a  general  inquiry  into  the  trans- 
portation situation  and  report  to  Congress,  within  sixty  days  after 
the  passage  of  this  resolution,  its  recommendations  for  legislation 
or  regulations  which  will  tend  to  remedy  the  existing  conditions 
caused  by  high  transportation  rates. 

The  commission,  or  any  subcommittee  of  its  members,  is  author- 
ized to  sit  during  the  sessions  or  recesses  of  Congress,  in  the  District 
of  Columbia  or  elsewhere,  to  send  for  persons  and  paper,  to  admin- 
ister oaths,  to  summon  and  compel  the  attendance  of  witnesses,  and 
to  employ  such  personal  services  and  incur  such  expenses  as  may  be 
necessary,  to  be  paid  from  the  contingent  funds  of  the  Senate  and 
the  House  of  Representatives  in  equal  proportions  upon  vouchers 
authorized  by  the  committee  and  signed  by  the  chairman  thereof. 

In  the  event  the  resolution  should  be  adopted,  there  would 
be  in  progress  no  less  than  five  investigations  of  the  transpor- 
tation situation  in  one  form  or  another— the  general  inquiry  by 
the  Commission,  the  investigation  of  the  congressional  joint  com- 
mission of  agricultural  inquiry,  the  Cummins  investigation,  the 
conference  on  agriculture  to  be  held  by  Secretary  Wallace  of  the 
Department  of  Agriculture,  and  the  proposed  congressional  in- 
vestigation. 

Cummins   Investigation 

Senator  Cummins  began  preparations  January  9  to  close  the 
general  railroad  investigation  which  was  started  last  May  and 
in  which  sessions  have  been  held  intermittently.  Among  those 
to  be  invited  to  appear  as  witnesses  are  W.  G.  McAdoo,  W.  D. 
Mines  and  Henry  Hunt,  former  member  of  the  Labor  Board. 
Other  witnesses  on  the  schedule  are  Nathan  L.  Amster  of  the 
Citizens  National  Railroads  League;  James  Emery,  counsel  of 
the  National  Manufacturers'  Association;  J.  G.  Luhrsen,  repre- 
senting the  train  dispatchers;  Charles  G.  Poirier,  representing 
supervisory  officials;  H.  J.  Chapman,  representing  railway  clerks; 
W.  Jett  Lauck,  of  the  railway  employes'  department,  Federa- 
tion of  Labor,  and  E.  J.  Manion,  for  the  telegraphhers.  Hear- 
ings probably  will  be  resumed  some  time  next  week  and  an 
effort  will  be  made  to  close  the  inquiry  as  soon  as  possible. 


FOR  PERCENTAGE  DECREASE 

The  following  resolutions  have  been  adopted  by  the  direc- 
tors of  the  Associated  Industries  of  New  York  State,  Inc.: 

Whereas,  The  return  of  business  to  normalcy  depends  largely  on 
the  satisfactory  adjustment  of  the  transportation  problem;  and  the 
transportation  problem  cannot  be  adjusted  except  by  recognizing  as 
the  fundamental  element  the  question  of  rates;  and 

Whereas,  The  good  faith  of  the  shippers  and  the  public  was  proved 
by  their  acquiescence  in  the  proposal  for  a  general  horizontal  increase 
in  freight  rates  of  forty  per  cent  to  assist  the  railroads  in  their  re- 
construction from  War-time  strain  and  to  furnish  funds  for  necessary 
rehabilitation;  and 

Whereas,  The  time  has  come  for  some  adjustment  of  existing 
conditions  and  it  is  reported  that  the  railroads  are  willing  and  anxious 
to  come  to  some  understanding  with  the  shippers  and  the  public, 
which  will  continue  the  amicable  and  co-operative  relations  which  the 
war  engendered;  and 

Whereas  The  board  of  directors  of  Associated  Industries  of  New 
York  State,  Inc.,  feels  that  any  readjustment  of  rates  should  not  be 
based  on  any  discriminatory  or  preferential  treatment  to  individual 
trade  groups,  but  should  follow  the  honest  and  generous  precedents 
established  when  the  shippers  and  the  public  acquiesced  in  the  general 
horizontal  increase  of  freight  rates  which  became  effective  August  26, 
1920:  therefore,  be  it 

Resolved,  That  this  meeting  of  the  board  of  directors  of  the  As- 
sociated Industries  of  New  York  State,  Inc.,  go  on  record  as  request- 
ing a  general  horizontal  decrease  in  freight  rates  in  a  percentage  and 
amount  commensurate  with  the  moneys  which  the  railroads  have 
available  for  such  rate  reductions,  and  that  no  reduction  be  made  In 
freight  rates  favoring  any  particular  commodity  or  industrial  group; 
and  that  the  general  counsel  of  the  corporation  be  directed  to  appear 
at  hearings  with  this  resolution. 

Whereas,  We  recognize  that  express  rates  are  exorbitant  and  we 
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believe    the    time   has   come    when    we    should    have    Immediate    relief: 
therefore,  be  it 

Resolved.  That  the  board  of  directors  of  Axsoclated  Industries  of 
New  York  State.  Inc..  urges  consideration  of  the  question  by  the 
Interstate  Commerce  Commission  looking  toward  reduction  of  the 
prevailing  high  express  rate*;  and  that  such  reductions  be  along 
horizontal  lines. 


NOVEMBER  RAILWAY  REVENUE 

The  Association  of  Railway  Executives  has  Issued  the  follow- 
ing on  November  earnings: 

Heports  to  the  Interstat*  niminsion  from  200  Class  1 

railroads,   with   a  mileage   of   235.556    mile*,   show   that.    In    Novemlx-r. 

railroads  had  a   net  operating  Income  of  SCi.96o.382.   which   would 

he   at    the   annual    rate   of   return   of   3.8    per   cent   on    their   property 

•  •  .  ptn     nl 

Due   largely   to   the   fact    that    the   volume  of   traffic   decreased   20 

iiitKT   was   approximately 

I39.41l.ooo  below  that  In  October,  v  nnual  rate  of  return  was 

5.4  per  •-•".   an   increase  of  $15.130,- 

•M,  or  W.t  per  cent,  was  reported. 

Forty-nine  railroads  suffered  operating  deficits  In  Novemlier. 
M  In  toe  east-  •  >••  southern  and  21  In  the  western  district, 

compared   with   a   total  of  10   In  October.     The   ratio  of  expenses   to 
operating  revsnue*   In   November  was  7I.M  per  cent,  compared  with 

rease  Is  due  to  th.-  fact  that  It  Is 
Imposiilble  to  reduce  expenses  as  rapidly  as  traffic  declii 

The     total    opera  tin*;    revenues    of    the     railroads     In     November 

amounted  to  t4U.ltI.144,  or  21.4  per  cent  leas  than  during  the  same 

no    year   a*  .perming    expenses    totaled    1367.912.2*7. 

which  was  a  reduction  of  2S.4  per  cent  compared  with  November.  1920. 

.ix-nttlmr   Income,   which   amounted    to   U5.M5.SS2.   fell   short 

>37.1tl>.«l(  of  the  amount  contemplated  by  the  transportation  act. 

Uurlnic    '•  i he    railroads  nf   the    I'nlted    States    expended 

tlCC.321.423  for  maintenance  purposes,  15  per  cent  less  than  was  (pent 
luring  that  month  the  previous  year. 

The  net  operating  Income  of  the  carriers  during  the  first  eleven 
months  In  1*21  was  SSC1.41I.COS.  which  would  be  at  the  annual  rate  of 
return  of  l.S  per  cent  on  tlieir  tentative  valuation  fixed  by  the  Com- 
mission for  rate-making  purpose*.  During  that  period  they  failed  by 
S4C4.COS.M2.  or  by  a  little  lens  than  half,  of  earning  the  amount  con- 
templated under  the  rates  prescribed  by  the  Commission, 

Complete    reports   show   that   the   carriers    In    the   eastern    district 

had  operating  imountlng  to  S224.C40.211    In    November.    23.2 

.  «•  than  the  total  for  the  same  month  In  1(10,  while  their 

atng  expenses  amounted   to  tl7S.ltt.41*.    a  decrease  of  10.C   per 

c.wred   with   the  same   previous   month.     Their   net  operating 

if    totaled    I32.C7S.7S2.   or   4.1    per  cent    on    their   property    Invest- 

'.    and    M.I    per   cent    more    than    they    earned    hi    November    the 

•  >u»  year.     It  was.  however,  tt.4tl.14t  short  of  a  t  per  cent  return 

on  their  property  Inv.-.ti. 

railroads    In    the    southern    district;    according    to    roini.l-  i. 
••  rstate  Commerce  r 


3.  a  decrease  of 


Commission,  had  operating 


__   Jt  per  cent  compared  with 

1»Z<>      Th-ir  operating  expense*  were  t47.7SS.21S.  or  a  de- 
creajse  of  21. C  per  cent,  compared  with  the  rame  months  the  previous 
•  Ir  net  operating  Income  amounted  to  SC.1M.S14.  which 
would  he  at  the  annual  rate  of  return  of  1.1  per  rent  on  their  property 
Investment.      This    amount,    however,    was    an    Increase    of    Cl  2    per 
cent   over    their    net    operating    Income    during    the    same    month    th.- 
917.IM  below  the  amount  necessary  to  be  earned 
•at  per  cent  return. 

WHJl  reports  complete  exrrpt   for  the  Kansas  City  Terminal  Co.. 

•nilroads  In  the  western  districts  had  total  operating  revenue*  of 

tltl.SN.MO.  or  20  9  per  cent   lea*  than   th'-  rnber.   while 

iterating    expenses    amounted    to    S141.75H.CS3.    a    reduction    of 

•npnred    with    November.    1921.      Their    net    operating 

••i«  totaled   IT7  OJO.MC.    which  was  C.7   per   cent   more    limn   during 

the  same   month   the   previous   year.     This   amount,    which    Is   st    the 

annual    rate   of   return   of   1.1    per   cent,    fell    short    S12.7CS.1S4   of   a    t 

per  cent  return. 


RAIL  AND  LABOR  LEADERS  MEET 

Tki  TVsJIc  U'grU  l»'«i*.  »fl»»  Burrs* 

Railroad  brotherhood  officer*  and  railroad  executives  met  at 
dinner  at  the  home  of  Herbert  Hoover.  January  1.  to  talk  about 
question*  at  Issue  between  them.  Just  what  questions  they  dis- 
cussed was  not  made  public  when  It  waa  admitted  they  had  gath. 
ered,  with  the  Secretary  of  Commerce  a*  host,  to  thresh  out  some 
of  the  things  that  have  been  troubling  them. 

Immediately  after  the  dinner,  but  before  any  one  had  been 
get  at  Mr.  Hoover  to  ask  him  what  took  place.  It  waa  un- 
derstood that  the  labor  leaders,  through  Intermediaries  not  din- 
closed,  had  asked  the  Harding  administration  to  express  itself, 
in  some  way.  aa  favoring  the  continuance  or  re-establishment.  If 
they  have  been  broken,  of  national  agreements.  The  labor  lead- 
era  are  said  to  desire  such  agreements  so  as  to  make  it  Impos- 
sible for  one  railroad  to  cut  rates  of  pay.  and  thereby  set  up  com- 
petltion  between  the  railroads  in  the  matter  of  cutting  wages. 

Prior  to  thf-  dinner  It  was  reported  that  Mr.  Hoover  had 
called  a  meeting,  at  the  request  of  President  Harding,  to  whom 
the  representations  of  the  labor  leaders  bad  come.  The  Implica- 
tion was  that  tb<-  President  was  so  much  Impressed  with  the  de- 
sire of  the  labor  leaden  to  have  him  do  something  for  them  that 
h«  asked  Secretary  Hoover  to  call  a  meeting  and  talk  things  over, 
so  ss  fn  obtain  Information.  His  supposition  seemed  to  be  that 
the  views  of  the  railroad  executives  would  be  Illuminating.  If 

really  necessary,  as  to  why  national  agreements  are  neces- 
sary, and  what  made  It  desirable  for  the  President  of  the  United 
States  to  advocate  them. 

According  to  incomplete  reports  as  to  the  persons  attending 

.ner.  the  chief  figures  there  were  W.  8.  Stone,  of  the  en- 

gn»em«i;  W.  A.  Carter,  of  the  firemen ;  W.  O.  Lee.  of  the  train- 

••*:  aj><!  'ieppard,  of  the  conductors,  on  the  labor  side; 

D»Wltt   Cuyler.  chairman  of  the  Association  of  Railway  ex 

•tires;  A   H.  Smith,  president,  of  the  New  York  Central;  Daniel 


Willard,  president  of  the  Baltimore  &  Ohio;  and  W.  W.  Atter- 
bury,  vice  president  of  the  Pennsylvania,  in  charge  of  operations. 

The  fact  that  Atterbury  was  one  of  the  guests,  and  the  only 
one  not  of  the  highest  executive  rank,  led  to  the  belief  that  the 
report  that  national  agreements  or  some  other  phase  of  the  labor 
problem  were  under  discussion  was  accurate.  Mr.  Atterbury  is 
more  prominently  identified  with  labor  questions  just  now  than 
any  other  phase  of  railroading. 

Confirmation  of  the  report  that  Secretary  Hoover  had  had 
one  conference  with  railroad  and  brotherhood  executives  and 
that  be  expected  to  hold  others  was  obtained  at  the  White 
House  January  10.  The  desire  is  to  prevent  conflict  or  inter- 
ruption in  transportation  by  preserving  harmonious  relations 
between  the  railroads  and  their  employes,  it  was  said  at  the 
White  House.  No  details  of  the  conference  were  given. 

Particulars  aa  how  the  end  is  to  be  attained  have  not  been 
furnished  by  either  the  White  House  or  Secretary  Hoover. 
However,  reports  as  to  the  end  in  view,  prior  to  the  dinner 
conference,  indicated  that  the  thought,  on  the  part  of  the 
brotherhood  leaders,  was  that  preservation  of  the  nation-wide 
agreements  as  to  wages  and  working  agreements  would  pre- 
vent competition  among  the  railroads  for  obtaining  changes 
that  would  inure  to  the  benefit  of  one  line  or  another  and 
furnish  an  excuse  or  a  reason  why  some  other  line  or  lines 
would  ask  for  similar  specific  consideration,  without  regard  to 
the  effect  on  still  other  railroads. 

In  recent  months  the  words  "national  agreements"  have 
been  restricted  to  the  agreements  made  by  Director-General 
Mines  with  the  shop  crafts.  The  four  big  brotherhoods,  long 
before  federal  control,  had  agreements  with  railroads  of  such 
a  character  as  to  make  it  unnecessary  for  them  to  bring  for- 
ward, during  federal  control,  general  negotiations  along  that 
line.  The  shop  crafts  and  other  classes  of  employes,  however, 
had  not  such  understandings  or  agreements  until  they  were 
made  by  Mr.  nines. 

Whether  the  brotherhood  leaders,  In  their  present  efforts, 
are  trying  to  preserve  the  agreements  made  by  Mr.  Hines,  or 
are  merely  generally  making  a  drive  for  the  principle,  had  not 
been  developed  at  the  time  the  facts  about  the  dinner  conference 
became  known. 

The  brotherhood  leaders  are  said  to  be  more  concerned  about 
rules  and  working  conditions  than  they  are  about  rates  of  wages, 
and  especially  the  rule  under  which  Ure  members  of  the  train 
operating  brotherhoods  are  paid  time  and  a  half  for  overtime, 
under  specified  conditions.  Time  and  a  half  for  overtime  has 
been  abolished  for  other  classes  of  railroad  workers.  The  operat- 
ing brotherhoods  are  represented  as  being  fearful  lest  the  fact 
that  other  classes  of  labor  have  lost  that  rule  may  be  used 
against  them. 

Secretary  Hoover,  who  has  not  given  out  anything  concern- 
Ing  the  dinner  conference,  is  represented  as  anxious  to  bring  the 
labor  and  railroad  executives  together  in  an  agreement  on  the 
subject  so  that  the  matter  will  not  go  to  the  Labor  Board  and 
thus  run  the  chance  of  having  the  threat  of  a  railroad  strike 
again  made  In  the  spring.  When  the  railroad  strike  was  averted 
last  fall  he  said  the  "settlement"  did  not  settle  anything.  He  ex- 
pressed the  fear  then  that  the  subject  would  again  come  up  in 
the  spring,  probably  Just  about  the  time  the  coal  miners  would 
be  negotiating  with  the  operators,  so  there  might  be  two  threats 
of  strikes  at  the  same  time. 

Some  time  ago  Secretary  Hoover  undertook  to  bring  a  set- 
tlement of  mining  questions,  but  thus  far  he  has  not  succeeded  In 
accomplishing  anything  tangible. 


BOARD  WORKS  ON  RULES 

The  Labor  Board,  January  10,  began  consideration  of  the 
rules  for  general  application  In  cases  where  railroads  have  not 
reached  agreements  with  their  clerical  employes.  Rules  In- 
volved, which  number  24,  Include  the  question  of  the  8-hour 
day,  extra  pay  for  overtime  and  Sunday  work,  and  provisions  for 
paying  part-time  employes.  It  is  estimated  that  the  work  will 
be  completed  In  about  a  month. 

General  chairmen  of  the  shop  crafts  affiliated  with  the  Amer- 
ican Federation  met  in  Chicago,  January  10,  to  consider  the 
changes  made  by  the  board  In  the  rules  governing  that  class 
of  employes  In  decision  No.  222  and  addenda  thereto.  Dispute 
has  already  arisen  over  the  application  of  shop  craft  rule  No.  6, 
which  specifies  straight  pay  for  men  regularly  employed  on 
Sundays  and  holidays.  Shop  craft  leaders  contend  that  em- 
ployes called  in  to  assist  regular  crews  on  those  days  should 
draw  extra  pay.  and  that  employes  "regularly  employed"  on 
Sundays  and  holidays  should  be  separately  classified.  The  car- 
riers, in  general,  disagree,  contending  that  to  pay  occasional 
or  emergency  Sunday  workers  more  than  straight  time  would 
result  In  men  working  side  by  side,  on  the  same  or  similar  jobs, 
at  varying  rates  of  pay. 
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SOUTHERN  LEAGUE  PLAN 

(Summary  of  position  of  southern  traffic  league  with  respect  to  the 
essential  provisions  of  the  transportation  act,  1920;  aent  to  Senate 
Committee  on  Interstate  Commerce.) 

The  essential  features  of  the  Transportation  Act,  1920,  are: 

1.  Section    15-A.    embodying    the    Idea    of    fixing    rate-levels    in 
different  territories  so  as  to  yield  a  definite  percentage  of  return  on 
ix.mblned  valuations,  subject  to  a  recapture  of  the  excess  over  certain 
percentages  of  return  on  the  valuations  of  Individual  lines. 

2.  The    establishment    of    a    railroad    labor    board    (composed    of 
avowed    representatives   of  labor  and   the    railroads  and   certain   men 
assumed    to    represent    the    public)    for    the    purpose    of    determining 
wages,  rules  and  working  conditions. 

3.  Section     13-A,     the    effect    of    which,     as     construed     by     the 
Interstate    Commerce    Commission    and    the    lower    federal    courts,    Is 
to  render  State  railroad  regulation  nugatory  In  the  end. 

The  foregoing  essentials  of  the  Transportation  Act  were 
embodied  In  bills  which,  In  principle,  covered  the  subject-mat- 
ters above  described  and  were  before  the  Senate  and  House 
committees  prior  to  the  adoption  of  the  Transportation  Act. 

As  to  each  of  those  three  essential  provisions  the  position 
of  the  Southern  Traffic  League  has  been  consistent  throughout. 
Before  both  the  Senate  and  House  committees  the  Southern 
Traffic  League  expressed  Its  opposition  to  those  provisions  and 
in  other  permissible  ways  sought  to  prevent  adoption. 

Upon  enactment  of  those  provisions  the  Southern  Traffic 
League  refrained  from  pursuing  policies  which  would  have  hin- 
dered the  purpose  to  give  the  law  a  fair  trial.  Now  that  the 
law  has  been  tried  the,.  League  reiterates  its  belief  that  each 
of  such  provisions  is  unwise  and  is  accomplishing  more  harm 
than  good. 

Section  15-A 

Experience  in  this  country  (and  in  England  where  a  simi- 
lar statute  was  passed)  has  demonstrated  the  futility  of  any 
law  designed  to  bolster  up  a  particular  industry  which  is  sub- 
jected to  natural  laws  of  economics  as  much  as  any  other  in- 
dustry. The  after-War  period  of  deflation,  accompanied  by 
sharp  declines  in  the  volume  of  goods  produced,  distributed  and 
consumed,  caused,  in  this  country  and  England,  a  sharp  falling 
off  in  the  volume  of  traffic  handled  by  the  railroads  with  a  con- 
sequent diminution  of  gross  freight  revenue.  The  inability  of 
railroads  to  reduce  certain  of  their  expenses  at  all,  and  their 
inability  to  reduce  others  in  amounts  sufficient  to  off-set  the 
declines  in  their  gross  freight  revenues,  has  made  such  enact- 
ments as  Section  15-A  appear  altogether  futile  and  as  serving 
no  useful  purpose  whatever. 

In  the  face  of  economic  conditions  existing  during  the  past 
eighteen  months  it  was  utterly  impossible  to  give  to  Section 
15-A  the  effect  which  was  intended.  High  railroad  executives 
foresaw  the  practical  difficulty,  if  not  impossibility,  of  asking 
for  further  rate  increases  in  order  to  cause  their  aggregate  net 
revenues  to  equal  the  minimum  return  attempted  to  be  pre- 
scribed by  Section  15-A.  Instead  of  increasing  rates  further 
the  position  of  the  railroad  executives  has  been  one  designed 
to  hold  what  rates  they  have  and  to  avoid  and  ward  off  the 
pressing  demand  and  insistence  upon  material  reductions. 

Wrong  in  principle,  Section  15-A  has  given  rise  to  much  ad- 
verse criticism  throughout  business  circles  and  other  classes 
of  people  in  this  country.  With  all  business  going  through  the 
inevitable  processes  of  deflation  and  readjustment  downward 
to  a  peace-time  basis  the  inquiry  is  being  made  at  all  times  as 
to  what  peculiar  situation  surrounds  railroad  enterprise  that 
it  should  be  singled  out  by  the  Government  and  a  law  passed 
in  its  favor  which  is  designed  to  protect  it  against  inevitable 
economic  laws. 

Hence  not  only  has  the  law  proven  unworkable  under 
actual  conditions  but  public  sentiment,  nevertheless,  assails  the 
law  as  discriminatory  in  character  and  as  amounting  to  pure 
class  legislation. 

In  practice,  however,  the  law  has  had  truly  baneful  effects. 
The  Inability  of  the  Interstate  Commerce  Commission  to  make 
such  rates  as  are  required  by  business  in  order  to  move  traffic 
has  been  as  hurtful  to  the  railroads  as  to  the  public  generally. 
The  law  has  stood  as  a  constant  warning  and  obstacle  against 
constructive  rate-manipulation  designed  to  assist  in  bringing 
about  a  satisfactory  business  condition.  The  matter  of  reduc- 
ing rates  to  meet  business  necessities  has  resolved  itself  into 
a  question  for  the  railroad  executives  alone  to  decide — the  fed- 
eral Commission  practically  powerless  to  exert  its  own  author- 
ity. Leaving  it  to  the  railroads  to  decide  for  themselves  what 
reductions  in  rates  to  make  has  caused  numerous  discrimina- 
tions to  be  worked  out  which,  in  some  measure,  are  clearly 
based  upon  supposed  political  expediency  rather  than  a  careful 
regard  to  economic  facts. 

Again,  Section  15-A  affects  the  construction  of  other  pro- 
visions in  the  law  such,  for  instance,  as  Section  13-A.  If  Sec- 
tion 13-A  stood  alone  no  informed  person  would  contend  that 
the  language  used  in  that  Section  was  designed,  of  itself,  to 
impair  State  rate-making  authority  beyond  the  point  estab- 
lished by  Section  3  of  the  Interstate  Commerce  Act,  known  as 
the  "Shreveport"  principle.,  But  in  construing  Section  13-A  the 
railroads,  the  courts  and  the  Interstate  Commerce  Commission 


are  greatly  influenced  by  Section  15-A  because,  to  give  effect  to 
Section  15-A,  undoubtedly  requires  an  invasion  of  State  author- 
ity to  such  an  extent  as  practically  to  abrogate  it  entirely.  As 
a  matter  of  fact  the  supporters  of  Section  15-A  (before  the 
Congressional  Committees)  insisted  at  the  time  that  an  abro- 
gation of  State  rate-making  authority  was  essential  to  give 
Section  15-A  a  practical  application. 

One  of  the  arguments  asserted  in  support  of  the  passage 
of  Section  15-A  was  the  claim  that  it  was  a  correct  solution  of 
the  problem  of  the  "weak"  lines,  especially  when  connected 
with  the  scheme  of  railroad  consolidations.  But  the  "recapture 
clause"  of  Section  15-A  cannot  be  applied,  if  at  all,  except  upon 
the  basis  of  an  accurate  determination  of  actual  value  of  the 
individual  lines — a  work  that  is  progressing  but  which  will  not 
be  completed  and  usable  for  a  considerable  period  of  time. 
Furthermore,  the  gravest  doubts  exist  as  to  the  constitution- 
ality of  the  "recapture"  clause  and  it  is  a  safe  assertion  that 
very  few  railroads  in  this  country  are  seriously  concerned  with 
any  suggestion  of  a  practical  enforcement  of  the  "recapture" 
rule. 

It  should  be  said  further,  with  respect  to  this  "recapture" 
rule,  that  the  money  supposed  to  be  derived  from  its  operation 
is,  by  statute,  not  made  available  necessarily  to  the  "weak" 
lines  but  would  constitute  a  nebulous  balance  available  for 
loans  with  which  to  purchase  equipment,  etc.  At  the  time  of 
its  enactment  the  "recapture"  clause  was  supposed  to  furnish 
a  means  through  which  money  might  be  obtained  for  the  rail- 
roads with  which  to  augment  their  then-inadequate  supply  of 
equipment.  Today,  however,  there  is  a  surplus  of  equipment 
and  no  railroad  would  be  disposed  to  commit  itself  to  substan- 
tial capital  expenditures  for  new  equipment  and  use  govern- 
ment money  therefor  at  the  price  of  subjecting  itself  to  further 
inquisition  and  control  of  its  internal  affairs.  The  eventual 
operation  of  the  recapture  clause  of  Section  15-A  (if  such  clause 
could  ever  be  applied)  would  be  to  cause  the  gradual  approach 
to  Government  ownership  through  the  process  of  a  constantly 
enlarged  volume  of  railroad  securities  being  owned  or  con- 
trolled by  the  Government  in  consideration  of  loans  made  by 
the  Government  to  the  railroads  out  of  the  money  realized  by 
the  "recapture"  clause. 

The  Labor  Board 

At  the  time  of  its  creation  the  Southern  Traffic  League 
viewed  the  Labor  Board  with  disfavor.  Its  composition  was 
false  to  begin  with,  being  based  on  the  assumption  that  by  col- 
lecting groups  of  partisans  a  judicial  determination  of  dis- 
puted labor  problems  would  result.  Just  the  contrary  might 
more  naturally  be  expected  and  later  experience  proved  the 
assumption.  The  Labor  Board,  as  constituted,  is  not  a  judicial 
body — it  is  essentially  a  political  tribunal  which,  instead  of  pass- 
ing upon  labor  problems  in  a  detached  and  quasi-judicial  way 
has,  perforce,  indulged  in  mere  bargaining  and  trading  between 
the  different  elements  comprising  its  personnel.  Expediency — 
not  the  nice  determination  of  right  and  wrong — necessarily  de- 
termines the  decisions  of  the  Labor  Board  as  now  constituted. 

Perhaps,  at  this  precise  time,  it  would  be  unwise  to  abolish 
the  Labor  Board.  To  "swap  horses  while  crossing  a  stream" 
would  not  be  judicious.  But  the  composition  of  the  Board 
should  be  changed  immediately  even  if  the  abolishment  of  the 
Board  must  be  deferred.  Instead  of  making  up  a  Labor  Board 
out  of  avowed  representatives  of  labor  and  the  railroads,  with 
a  so-called  "public"  group  left  with  the  balance  of  power,  there 
should,  in  the  judgment  of  the  Southern  Traffic  League,  be 
substituted  immediately  men  who  owe  no  allegiance  to  either 
faction  and  who  can  determine  the  important  issues  from  the 
standpoint  of  right  and  wrong  regardless  of  expediency  and 
trading.  If,  to  do  this,  the  law  must  be  amended,  then  the  law 
should  be  changed.  Eventually  the  Labor  Board  should  be 
abolished  entirely  and  permit  employe  and  employer  to  deal 
with  each  other  directly  with  the  force  of  public  sentiment 
always  present  in  their  negotiations. 

Section  13-A 

Section  13-A  has  been  construed  by  the  courts,  the  Inter- 
state Commerce  Commission,  and  the  railroads,  as  going  be- 
yond the  "Shreveport"  principle  and  entitling  the  Interstate 
Commerce  Commission  to  set  aside  an  entire  body  of  State- 
made  rates  on  the  ground  that  such  structure  of  rates  consti- 
tutes a  "burden"  upon  interstate  commerce.  Such  construc- 
tion, whether  right  or  wrong,  is  materially  aided  by  the  pro- 
visions of  Section  15-A  as  above  pointed  out.  To  await  a 
decision  of  the  Supreme  Court  of  the  United  States  on  this 
question  is  both  unnecessary  and  the  delay  is  hurtful.  If,  as 
would  appear,  a  number  of  Senators  voted  for  the  provisions 
of  the  Transportation  Act  upon  the  assumption  that  it  did  not 
go  beyond  the  "Shreveport"  principle  in  the  matter  of  State 
rate  regulation  then  Congress  should  consider  the  matter 
further  in  the  light  of  the  construction  which  has  been  placed 
upon  the  language  used.  The  vote  in  Congress  which  effec- 
tuated the  passage  of  the  Transportation  Act  was  fairly  close 
and  the  matter  of  State  regulation  was  at  the  forefront  in  the 
debates.  Those  who  advocated  the  passage  of  the  Act  as 
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framed  urged  that  the  bills  did  not  violate  State  rights  beyond 
the  point  that  the  "Shreveport"  principle  did  so;  undoubtedly 
many  Senators  were  thus  induced  to  cast  their  votes  in  favor 
of  the  passage  of  the  bill  by  that  argument. 

It  now  appears  that  with  practical  unanimity  the  courts 
(other  than  the  Supreme  Court)  have  construed  Section  13-A, 
in  connection  with  Section  15-A,  as  going  way  beyond  the 
"Shreveport"  principle  and  as  virtually  nullifying  State  rail- 
road regulation.  On  the  basis  of  such  authority  the  functions 
of  the  States  have  been  virtually  suspended  and  much  impor- 
tant railroad  litigation  is  pending  as  an  outgrowth  of  this  un- 
certainty. 

The  majority  sentiment  in  Congress  undoubtedly  was  op- 
posed to  going  beyond  the  "Shreveport"  principle.  In  practical 
application  the  law  has  been  construed  contrary  to  that  real 
intent  because  the  language  used  in  Sections  13-A  and  15-A 
was  susceptible  of  the  construction  placed  upon  It  by  the 
courts  and  the  federal  Commission.  It  Is  respectfully  urged 
that  the  matter  be  Immediately  recommitted  to  Congressional 
determination  without  awaiting  a  decision  from  the  Supreme 
Court  In  order  that  the  real  intent  of  Congress  may  be  quickly 
expressed  in  language  free  from  doubt 

Conclusion 

The  foregoing  memorandum  has  been  phrased  with  definite- 
ness  of  assertion  and  positiveness  of  conviction.  The  high  pur- 
poses and  earnestness  of  those  who  framed  the  Transportation 
Act  are  not  drawn  In  question  or  doubted  in  the  slightest.  At 
the  time  of  its  enactment  many  thought  the  Transportation 
Act  was  the  wisest  solution  of  a  vastly  important  and  compli- 
cated problem. 

It  now  appears,  however,  that  the  problem  was  never  sus- 
ceptible of  legislative  treatment.  Pare  economic  facts  domi- 
nate the  railroad  situation.  General  business  is  at  a  compara- 
tively low  ebb;  hence  the  railroads  are  not  greatly  prosperous. 
General  business  may  and  probably  will,  in  time,  resume  some- 
thing like  a  normal  volume.  If  so.  then  the  railroad  business 
will  share  in  the  recovery.  In  the  meantime  the  railroad  ex- 
ecutive* now  find  themselves  unable  to  cope  with  their  prac- 
tical problems  in  the  way  other  business  men  deal  with  theirs. 
With  both  Income  and  a  large  pan  of  the  outgo  regulated  by 
the  Government;  with  the  hand  of  the  Government  reaching 
down  Into  virtually  every  Internal  affair  of  the  railroads;  with 
the  Interstate  Commerce  Commission  so  swamped  with  Infinite 
detail  of  what  really  amounts  to  corporate  management  that 
the  Commission  Itself  is  not  functioning  as  was  Intended  In 
the  beginning;  with  public  sentiment  aroused  against  high 
freight  rates  and  high  labor  costs  and  both  being  attributed  to 
too  much  legislation;  It  Is  respectfully  submitted  by  the  South- 
ern Traffic  league  that  the  good  of  the  country  demands 
prompt  revision  of  the  Transportation  Act  along  the  lines 
above  suggested. 


ATTACK  ON  AITCHISON 

Tki   Trtfie   W*rU    H'tikimgien  Bun* 

The  attack  which  Senator  Trammell  of  Florida  made  In 
the  Senate  on  former  Commissioner  Altchlson,  whose  nomina- 
tion for  reappolntment  is  pending  In  the  Senate,  apparently  grew 
out  of  a  desire  to  Illustrate  the  necessity  for  having  the  mem- 
bers of  the  Commission  represent  particular  sections  of  the 
country. 

Senator  Trammell  had  explained  that  his  reason  for  intro- 
ducing the  bill  (8. 2925)  providing  for  regional  appointments 
of  members  of  the  Commission,  was  that  the  "southern  part  of 
our  country  has  no  representation  on  the  Commission."  He 
said  he  had  hoped  the  President  would  distribute  the  appoint- 
ments of  the  members  of  the  Commission  so  as  to  have  as  nearly 
as  possible  the  different  geographical  sections  of  the  country 
represented.  He  pointed  out  that  Mr.  Hall  was  from  Colorado; 
Mr.  Altchlson  from  Oregon;  Mr.  Daniels  and  Mr.  Cox  from  New 
Jersey;  Mr.  Meyer  and  Mr.  Esch  from  Wisconsin;  Mr.  McChord 
from  Kentucky;  Mr.  Eastman  from  Massachusetts;  Mr.  Potter 
from  New  York;  Mr.  Campbell  from  Washington,  and  Mr.  Lewis, 
from  Indiana.  He  emphaslxed  the  fact  that  two  states  had  two 
representatives  each  on  the  Commission. 

"I  do  not  mean  that  the  members  of  th'e  Commission  would 
not  feel  disposed  to  represent  the  United  States  In  general," 
said  hr.  "but  unquestionably  the  commissioners,  in  dealing  with 
problems  with  which  they  are  more  familiar,  are  in  a  better 
position  to  pass  upon  them  and  make  equitable  adjustments 
than  If  they  hare  only  the  information  that  Is  brought  to  them 
when  the  particular  rate  question  Is  pending.  We  find  that  the 
membenihlp  Is  very  largely  centered  In  two  sections.  Take  the 
West:  There  Is  a  member  from  Oregon,  a  member  from  Colorado, 
a  member  from  Washington,  and  In  the  middle  northwest  two 

from  Wisconsin." 

itor  Simmon*  of  North  Carolina  Interjected  that  "there 
n  a  complaint   In   recent   years,  a  very  loud  complaint, 

a  thoroughly  justified  complaint,  coming  up  from  the  South, 
to  the  effect  that  the  freight  rates  established  by  the  Interstate 
Commission    for   the   southern    territory   have   been 
in  any  other  territory  in   the  United   States,  and 


that  the  South  has  been  very  greatly  discriminated  against  by 
the  Interstate  Commerce  Commission  in  the  fixing  of  rates." 

.Mr.  Trammell  thought  that  what  the  North  Carolinian  said 
was  true. 

"For  that  reason,"  Mr.  Simmons  said,  "the  South  has  been 
Insistent  for  a  long  time  in  asking  tor  a  member  upon  this 
Commission  and  has  not  succeeded,  as  the  senator  from  Florida 
has  stated. 

Senator  Cummins  pointed  out  that  Mr.  McChord  came  from 
Southern  Classification  territory. 

"But  I  quite  agree,"  he  continued,  "that  that  does  not  meet 
the  suggestion  which  the  senator  from  North  Carolina  a*id  the 
senator  from  Florida  make.  This  country,  extending  southeast 
along  the  Atlantic  ocean,  in  which  land  transportation  must 
meet  the  competition  of  ocean  transportation,  has  its  peculiar 
problems  as  well,  and  I  think  it  would  not  be  amiss  if  there 
were  some  member  of  the  Commission  from  that  country,  which 
includes  North  Carolina,  South  Carolina,  Georgia,  Alabama  and 
Florida.  There  are  problems  peculiar  to  that  territory,  possibly 
extending  to  Louisiana." 

Senator  Ransdell  of  Louisiana  suggested  that  the  states  of 
Louisiana,  Mississippi  and  Texas  might  be  added  to  the  south- 
eastern states,  and  Mr.  Cummins  said  he  thought  that  might 
be  done. 

Reference  then  was  made  to  Mr.  Aitchison  coming  from 
Oregon,  and  Mr.  Trammell  opened  up  his  attack  on  him  as 
follows: 

I  thank  the  senator  from  Iowa  and  aUo  the  senator  from  North 
Carolina  lor  their  contribution*  to  the  debate  upon  thla  subject.  The 
statements  made  by  the  senator  from  Iowa  clearly  Justity  my  bill 
and  support  the  purpose  of  the  measure.  He  Illustrated  by  speaking 
of  different  members  of  the  commission  having  the  viewpoints  of 
different  sections  of  the  country. 

That  Is  just  exactly  the  point  I  have  In  mind.  That  Is  the 
reason  1  Introduced  the  bill,  because  I  consider  that  they  have  the 
viewpoint,  whetner  consciously  or  unconsciously,  ol  particular  sections 
of  the  country,  and  1  desire  to  mention  a  specific  Instance. 

The  senator  referred  to  sir.  Altchlson.  Recently  there  has  come 
before  the  Interstate  Commerce  Commission,  formally  or  Informally, 
the  question  of  lumber  rate*.  Mr.  Altchlson.  who  is  from  Oregon,  as 
I  understand  upon  reliable  authority,  was  heartily  in  sympathy  with 
the  Idea  ot  the  railroads  making;  a  voluntary  reduction  of  about  16 
per  cent  In  the  rates  on  lumber  from  the  west  to  the  central  west 
and  the  east:  but  when  the  question  of  a  reduction  of  freight  rates 
upon  lumber  from  the  southern  states  was  raised.  Mr.  Altchlson. 
Instead  of  trying  to  assist  In  bringing;  about  a  voluntary  reduction  or 
a  forced  reduction.  If  you  please,  if  necessary.  In  freight  rates,  balked 
In  every  way  possible,  I  ant  Inlormed.  the  plan  to  secure  a  reduction 
In  the  rales  upon  lumber  shipped  from  the  south. 

Whether  Mr.  Allchisoo  was  actuated  consciously  or  unconsciously 
In  this  matter  I  do  not  know,  but  coming  from  the  great  lumber 
section  of  the  west  be  has  at  least  contributed  his  good  ottices,  1  am 
Informed,  to  obtain  a  reduction  of  16  per  cent  for  the  lumber  men  of 
the  west,  and  on  the  other  hand  has  used  his  good  offices  to  defeat, 
or  at  least  delay,  a  reduction  of  lumber  rates  on  lumber  shipped  from 
the  south. 

What  Is  the  result?  The  extensive  lumber  Industry  of  my  state, 
and  of  other  southern  states.  Is  threatened  with  paralysis,  because 
the  gr>-«t  reduction  given  to  the  lumber  people  of  the  west  will  enable 
them  to  bring;  tht-lr  lumber  Into  the  markets  of  the  central  west  and 
the  east,  and  sell  It  at  lower  prices  than  the  lumber  men  of  the 
south,  practically  only  one-third  of  the  distance  away,  will  be  able  to 
obtain  for  their  lumber — for  Instance,  in  New  York,  and  territory  In 
that  vicinity.  This  Is  a  concrete  case  Illustrating  the  fact  that  the 
membership  of  the  Interstate  Commerce  Commission  should  not  be 
centralised  In  any  one  particular  section  of  the  country. 

All  we  want  Is  a  fair  deal.  All  we  want  Is  for  all  sections  of 
the  country  to  be  properly  represented  upon  the  commission,  and  that 
Is  what  I  am  contending  for. 

Senator  Cummins  asked  whether  Trammell  had  before  him 
the  record  of  the  case  to  which  he  referred,  and  the  latter  said 
he  was  referring  to  a  "voluntary  reduction."  He  further  ex- 
plained  that  It  was  a  voluntary  reduction  in  rates  on  lumber 
from  the  West 

"Mr.  Aitchison,  so  I  am  informed,"  said  Senator  Trammell, 
"was  heartily  In  sympathy  with  the  voluntary  reduction  In 
rates  on  lumber  shipped  from  the  West  They  had  pending  what 
was  called  the  hardwood  case.  Mr.  Altchlson  opposed  a  reduc- 
tion in  that  case.  It  was  understood,  and  the  railroad  executives, 
so  I  am  informed,  had  stated  that  If  the  hardwood  case  resulted 
in  a  reduction  they  would  make  a  similar  reduction  in  rates  on 
lumber  from  the  southern  territory.  Mr.  Altchlson  opposed  that, 
and  I  am  told  opposed  even  the  idea  of  their  making  a  voluntary 
reduction  in  the  rates  on  yellow  pine  shipped  from  the  South." 

"Mr.  President,"  said  Senator  Cummins,  "I  shall  look  into 
the  situation,  because  the  senator  has  made  a  very  grave  charge 
against  Mr.  Aitchison.  I  know  Mr.  Aitchison  very  well,  and 
have  known  him  for  many  years.  I  look  upon  him  as  one  of 
the  most  intelligent  as  well  as  honorable  men  in  our  public  life, 
and  unless  the  senator  has  some  record  before  him,  or  some 
evidence,  that  be  has  been  Influenced  in  his  action  by  the  locality 
from  which  he  comes,  I  hardly  credit  the  information  upon 
which  the  senator  Is  acting,  because  there  is  no  higher-minded 
man  in  this  country  than  Mr.  Altchlson." 

"I  do  not  know  Mr.  Altchlson,"  replied  Senator  Trammel!, 
"but  I  had  these  circumstances  and  facts  related  to  me  by  a 
gentleman  connected  with  the  lumber  industry  of  the  South,  and 
until  Mr.  Aitchison  displays  some  interest  in  getting  a  reduction 
in  freight  rates  upon  lumber  shipped  from  southern  territory! 
so  that  the  business  of  that  section  will  not  be  paralyzed  by  the 
existing  high  rates  and  the  reduction  granted  the  lumbermen 
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of  the  West,  which  makes  Uie  southern  men  unable  to  compete 
or  even  meet  the  prices  of  the  western  lumDermcn  !n  the  eastern 
market,  I  will  share  the  view  of  my  informant  that  Mr.  Altchi- 
son's  viewpoint  is  entirely  a  western  viewpoint;  that  he  is  willing 
to  discriminate  in  favor  of  the  West  against  the  lumbermen  of 
the  South.  What  I  demand  on  the  part  of  my  section  of  the  coun- 
try at  the  hands  of  Mr.  Aitcbison  or  any  other  member  of  the 
Commission  is  that  they  do  justice  by  the  industries  r.t  the  south- 
ern part  of  this  republic,  even  though  they  may  not  hail  from 
that  part  of  the  country." 

Senator  McNary  of  Oregon  said  he  felt  certain  Mr.  Trammell 
had  done  Mr.  Aitchlson  an  injustice,  and  that  his  record  on  the 
Oregon  commission  and  on  the  federal  commission  Old  not  invite 
a  suggestion  that  he  was  discriminatory,  unfair  or  unjust. 

"The  senator  from  Florida  speaks  of  the  white  pine  rates 
to  the  coast,"  said  Senator  McNary.  "He  must  know  that  west- 
ern pine,  the  Douglas  fir,  is  raised  along  the  coast  mountains. 
The  railroads  there  come  into  competition  with  water  carriers, 
and  therefore  there  has  always  been  a  lowering  of  the  rates  to 
those  sections  of  the  country  from  which  all  this  timber  moves. 
Naturally,  the  commission  has  taken  that  into  consideration  and 
has  given  rates  to  the  coast  which  were  lower  than  the  rates 
given  to  towns  and  cities  in  either  mountain  district  of  the  coun- 
try, which  involves  the  question  of  the  long-and-short  haul." 

Senator  Overman  of  North  Carolina  said  he  had  held  up  the 
Hall  and  Aitchison  nominations  before  the  holidays  because 
President  Harding  had  ignored  the  south.  He  said  he  had  done 
the  same  thing  with  appointees  of  President  Wilson  and  had 
caused  vacancies  on  the  Commission  until  President  Harding 
came  in.  He  said  he  took  such  action  as  a  matter  of  protest. 
"I  heard  the  other  day,"  he  continued,  "though  I  do  not 
know  whether  it  is  true  'or  not,  that  the  question  of  freight  rates 
on  cotton  came  up  before  the  Commission,  and  the  question  of 
lint  cotton  was  being  discussed,  and  it  developed  that  there  was 
not  a  member  of  the  Commission  who  knew  what  lint  cotton 
meant.  That  would  seem  to  demonstrate  why  somebody  ought 
to  be  on  the  Commission  from  this  great  classification  territory, 
somebody  who  understands  our  conditions,  who  understands  what 
we  raise,  and  who  would,  for  instance,  know  what  lint  cotton  is. 
"It  was  for.  reasons  of  that  character  that  I  held  up  the  ap- 
pointments simply  as  a  protest.  The  senator  from  Florida  is 
rendering  a  great  service.  If  what  he  has  said  is  true,  it  ought 
to  be  known.  I  do  not  know  anything  about  it,  but  if  the  charges 
are  true,  Mr.  Aitchison  ought  not  to  be  confirmed." 

Senator  Fletcher  of  Florida  then  inquired  of  Mr.  Trammell 
"whether  or  not  it  is  true  that  what  is  known  as  the  hardwood 
case  —  that  is,  a  complaint  filed  in  a  case  made  up  with  respect 
to  freight  rates  on  hardwood  from  southern  territory  to  the 
North  and  the  East  —  has  been  pending  for  some  time,  some 
months,  and  whether  or  not  that  case  is  still  undecided  and  un- 
determined, and  whether  or  not  the  railroads  have  signified  that 
if  that  case  be  decided  in  favor  of  the  shipper  —  that  is,  in  favor 
of  a  reduction  of  the  rates  on  hardwood  —  they  would  then  vol- 
untarily make  similar  reductions  as  to  yellow  pine  and  all  other 
timber  from  the  South  to  those  markets,  and  therefore,  whether 
it  Is  not  true  that  the  whole  question  of  adjusting  the  rates 
and  putting  them  upon  a  fair  basis  from  the  South  to  northern 
and  eastern  markets,  on  both  hardwood  and  yellow  pine  and  all 
other  lumber,  is  dependent  on  the  decision  of  the  hardwood 
case,  and  whether  the  Senator's  information  as  to  that  case  is 
that  the  position  of  Mr.  Aitchison  is  one  of  opposition  to  any 
reduction  being  made?" 

Mr.  Trammell  replied  as  follows: 

That  la  my  information,  that  he  is  opposed  to  any  reduction  being 
made  in  that  particular  case.  It  is  commonly  known  in  railroad  cir- 
cles and  by  people  who  are  interested  in  the  lumber  industry  and  by 
the  railroad  traffic  departments,  that  if  that  case  is  determined  in 
favor  of  the  shippers  a  similar  reduction  will  be  made  upon  yellow 
pine  from  southern  territory.  I  understand  Mr.  Aitchison  is  opposed 
to  any  reduction  being  made.  A  few  days  ago,  so  I  am  informed. 
with  nine  members  of  the  commission  present,  with  five  members 
probably  against  reducing  the  rates  on  hardwood  from  southern  terri- 
tory, Mr.  Aitchison.  who  was  against  the  rate  reduction,  attempted 
to  force  a  decision  in  this  case.  Had  he  done  so,  it  would  have  meant 
the  defeat,  for  the  present  at  least,  of  the  yellow-pine  lumbermen 

•n  the  southern  territory  in  their  effort  to  to  get  a  reduction  which 
would  enable  them  to  compete  with  the  Northwest  in  the  eastern 
markets. 

"Upon  what,  yellow  pine  or  hardwood?"  asked  Senator 
Cummins. 

"Hardwood  from  southern  territory,"  said  Trammell 
Mr.  Cummins  then  said:     • 

£ena$or  frort  r°rida  lndicates  that  the  case  pending 
ratea 


't  Tthern    country   has    had    altogether   the    advantage     Ss 
whch  I  live  a"  advanta8e-   ln   frei»ht   rates   to   the   country  ?n 

I  would  like  to  know  whether  there  is  any  charge  that  the.  rpln 
«£nfhb6,,twee,n    the  Competing  lumbers   from    the   Weft   and    from    the 
South   has   been   changed?     I   have   not   heard   that   the   relati,  n 

!Cneda1  have  SUul  «•  n°ot 


"It  seems  to  me,"  said  Cummins,"  it  is  very  far-fetched  to 
charge  that  because  Mr.  Aitchison  may  be — I  do  not  know  that 
he  is — opposed  to  a  reduction  in  the  rates  on  hardwood  from 
the  South,  that  therefore  he  is  doing  the  South  an  injustice.  I 
do  not  know.  I  think  one  ought  to  be  pretty  careful  with  re- 
spect to  his  facts  before  he  makes  a  charge  that  an  officer  hold- 
ing the  position  Mr.  Aitchison  does  is  consciously  influenced 
because  of  the  interest  he  may  have  in  the  locality  from  which 
he  comes." 

"I  am  not  familiar  with  the  details  of  that  case,"  said  Tram- 
mell, "but  on  account  of  the  assurance  of  the  railroads  that  they 
would  reduce  the  yellow-pine  rates  in  an  amount  equal  to  any 
reduction  that  might  be  made  upon  hardwood  from  southern 
territory,  and  the  two  questions  being  so  interwoven  one  with 
the  other,  it  seems  to  me  that  opposition  to  reduction  of  the 
hardwood  rates  of  course  would  involve  the  question  of  the  rates 
upon  yellow  pine. 

"I  do  not  wish  to  do  Mr.  Aitchison  an  injustice,  but  I  under- 
stand that  he  is  also  opposed  to  a  rdeuction  in  the  yellow-pine 
rates  from  the  South.  Whether  that  inference  has  been  drawn 
entirely  from  his  position  on  the  hardwood  case  I  will  not  state. 
It  might  be  that  is  true.  However,  I  got  the  contrary  impres- 
sion that  he  had  probably  expressly  made  known  that  he  was 
opposed  to  the  reduction  in  the  rates  on  yellow  pine  from  south- 
ern territory.  That  is  what  I  am  objecting  to." 


AITCHISON  AND  HALL  APPOINTMENTS 

The  Traffic  World  Washington  Bureau 

Action  by  the  Senate  on  the  nominations  of  Henry  C.  Hall 
and  Clyde  B.  Aitchison  was  to  be  deferred  at  least  until  the 
close  of  the  Michigan  senatorial  case  involving  the  right  of 
Truman  H.  Newberry  to  hold  his  seat  in  the  Senate.  The  Senate 
agreed  not  to  hold  any  closed  executive  sessions  until  the  New- 
berry  case  had  been  disposed  of. 

Southern  senators  opposed  to  the  confirmation  of  Hall  and 
Atichison  on  the  ground  that  President  Harding  should  have 
nominated  some  one  from  the  South  may  delay  consideration  of 
the  nominations,  but  when  the  Republican  leaders  are  ready  to 
force  a  showdown,  it  is  believed  that  the  nominations  will  go 
through. 

The  "dope"  is  that  the  southern  senators  are  using  the 
present  nominations  to  bring  to  the  attention  of  the  President 
that  the  South  should  be  represented  on  the  Commission  and 
that  they  do  not  seriously  entertain  the  hope  of  having  one  of 
the  pending  nominations  withdrawn  and  a  southerner  appointed 
at  this  time.  In  other  words,  it  is  believed  they  are  laying  the 
foundation  for  a  strong  demand  that  a  southerner  be  ap- 
pointed when  the  next  vacancy  occurs  on  the  Commission. 

When  the  Senate  takes  up  the  nominations,  it  is  believed 
that  Senator  Cummins  will  make  a  specific  answer  to  the  allega- 
tions made  by  Senator  Trammell  as  to  Mr.  Aitchison's  position 
on  lumber  rates  from  the  South.  If  the  nominations  are  con- 
sidered in  closed  executive  session,  as  nominations  usually  are 
considered,  there  will  be  no  record  of  the  reply  to  the  Trammell 
charges.  It  is  possible,  however,  that  in  view  of  the  fact  that 
the  charges  were  made  in  open  session  a  reply  may  be  made  in 
like  fashion. 


. 
Trammell  said  he  was  not  familiar  with  the  details. 


D.  T.  &  I.  NET  INCOME  FALLS 

The  Traffic  World  Washington  Bureau 

The  Detroit,  Toledo  &  Ironton,  the  Henry  Ford  railroad,  had 
a  smaller  net  railway  operating  income  in  November,  according 
to  reports  filed  with  the  Commission,  than  in  any  month  since 
Mr.  Ford  obtained  control  of  the  property.  The  net  fell  to  $5,335 
in  that  month.  In  the  preceding  month  the  net  was  $15,191.  In 
November,  1920,  which  was  prior  to  the  Ford  ownership  the  road 
had  a  deficit  of  $212,136. 

The  revenues  in  November  were  $681,052  and  the  expenses 
$560,366.  In  the  eleven  months  ended  with  November,  1921,  the 
revenues  were  $6,634,656  and  the  expenses,  $4,852,784.  As  com- 
pared with  the  same  period  in  1920,  the  revenues  showed  an  in- 
crease of  $1,922,719  and  the  expenses  a  decrease  of  $787,007.  The 
net  was  $892,931  as  compared  with  a  deficit  of  $1,309,401  in 
1920.  The  operating  ratio  dropped  from  119.7  per  cent  in  1920 
to  73.1  per  cent  in  the  1921  period. 

Of  the  reduction  in  expenses  of  $787,007,  $399,656  was  in 
maintenance  of  way;  $162,408  in  maintenance  of  equipment, 
$203,800  in  transportation  and  $26,344  in  general  expenses. 

PULLMAN  SURCHARGE  INVESTIGATION 
Cancellation  by  the  Railroad  Commission  of  Georgia,  under 
date  of  December  5,  1921,  of  the  50  per  cent  surcharge  on  Pull- 
man travel  between  points  in  Georgia,  has  resulted  in  the  insti- 
tution by  the  Commission  of  an  investigation  in  No.  13412,  sur- 
charge for  transportation  of  passengers  in  sleeping  and  parlor 
cars  between  points  in  the  state  of  Georgia,  to  determine  whether 
the  charges  required  by  the  Georgia  commission  result  in  un- 
due and  unreasonable  prejudice  and  discrimination  against 
interstate  commerce.  The  order  of  the  state  commission  was 
brought  In  issue  before  the  Commission  by  the  railroads  oper- 
ating in  Georgia.  The  case  will  be  assigned  for  hearing  later 
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SENATE  COMMITTEE  HEARINGS 

Tin  Traffic   World   Wukingto*  Bur  tan 

Concluding  his  statement  before  the  Senate  interstate  com- 
merce committee  at  the  afternoon  session  of  January  5,  Henry 
C.  Hall  said  things  had  been  "grossly  exaggerated"  in  connec- 
tion with  the  intrastate  rate  situation.  Illustrative  of  his  con- 
clusion, he  referred  to  the  receipt  recently  from  a  South  Dakota 
commercial  organization  of  a  protest  against  regulation  of 
intrastate  rates  by  the  Commission,  and  he  pointed  out  that 
the  Commission  bad  made  no  order  with  respect  to  intrastatv 
rates  in  that  state. 

"To  a  large  extent  this  edflce  of  complaint  against  section 
15-a  and  section  13  is  a  structure  of  cards,  said  he,  adding 
that  the  complaints  were  "flimsy  things"  and  like  stage  settings 
were  without  substance.  He  said  although  the  Commission  had 
specifically  left  the  way  open  for  reconsideration  of  its  findings, 
practically  no  petitions  for  reopening  had  been  submitted.  He 
said  the  Commission  hoped  to  be  able  to  vacate  the  orders  that 
had  been  entered,  meaning  that  such  action  would  be  taken 
as  soon  a*  the  states  involved  had  made  such  action  possible. 
He  expressed  the  belief  that  the  transportation  act  was  work- 
Ing  to  the  satisfaction  of  the  majority  of  shipper*  and  of  the 
state  commission.  The  fact  that  the  state  commission  had 
joined  in  the  attack  made  by  a  few  of  the  commissions  against 
the  law  was  to  be  regarded,  he  believed,  as  a  "sympathetic 
strike  for  the  good  of  the  order." 

Chairman  Cummins  said  he  believed  the  law  was  func- 
tioning but  that  he  believed  It  hardly  could  be  said  that  the 
people  were  generally  satisfied  with  it.  He  referred  to  the 
complaints  against  the  high  charge*  for  transportation.  Mr. 
Hall  remarked  that  the  railroads  could  not  pay  their  employes' 
with  "air." 

Senator  Cummin*  said  the  theory  had  been  advanced  that  If 
rate*  and  fare*  were  reduced,  the  net  of  the  railroads  would 
be  increased. 

"The  Commission  Is  always  open  for  proof,"  said  Mr.  Hall, 
adding  than  an  inquiry  was  now  under  way  with  regard  to 
existing  rat**. 

Commissioner  Each  pointed  out  that  there  was  as  much 
need  now  for  section  16-a  a*  there  was  when  the  act  was 
passed.  He  said  the  purpose  of  that  section  was  to  aid  In  the 
restoration  of  public  confidence  In  railroad  credit  and  that  he 
belleved.the  need  for  that  was  a*  great  now  as  It  was  when  the 
law  was  passed.  Senator  Cummins  said  It  was  his  opinion  that 
If  section  16-*  had  not  been  passed,  half  of  the  railroads 
In  the  country  would  be  In  the  hands  of  receiver*. 

Commissioner  Campbell  made  a  brief  statement  In  defense 
of  the  transportation  act.  emphasizing  the  fact  that  he  spoke 
from  the  viewpoint  he  had  had  before  coming  on  the  Commis- 
sion and  not  as  a  commissioner.  Senator  Cummin*  explained 
he  had  requested  Mr.  Campbell  to  appear  as  a  witness. 

Mr.  Campbell  said  the  transportation  act  was  the  most 
progressive  legislation  ever  enacted.  He  said  he  had  said  that 
when  It  was  passed  and  that  nothing  had  happened  to  cause 
him  to  change  hi*  mind. 

"It  start*  out  and  recognise*  to  *  greater  extent  than 
before,"  said  he,  "that  transportation  is  a  governmental  func- 
tion. It  do  not  mean  that  It  should  be  operated  by  the  govern- 
ment I  am  not  a  government  ownership  man.  I  mean  that  it 
la  the  duty  of  the  government  to  see  that  adequate  and  proper 
transportation  Is  furnished.  The  transportation  act  Is  based 
on  the  public  Interest.  It  lay*  stress  on  the  public  Interest,  it 
would  be  the  gravest  mistake  to  tamper  In  any  way  with  this  act 
until  It  ha*  had  a  fair  trial." 

Mr.  Campbell  said  opinions  differed  as  to  what  part*  of  the 
law  meant  but  that  that  should  not  result  In  condemnation  of 
the  law.  He  said  the  primary  object  of  section  15-a  was  to 
stabilize  railroad  securities  and  to  restore  the  confidence  of 
the  Investing  public  in  the  railroads.  This  section,  he  said,  had 
not  brought  all  the  Ills  charged  to  it  but  It  simply  provided 
that  the  carrier*  should  have  a  fair  return.  He  said  it  did  not 
hinder  the  Commission  In  declaring  rate*  just  and  reasonable 
or  unjust  and  unreasonable  but  that  it  did  mean  that  the  Com- 
mission should  keep  In  mind  the  needs  of  the  carriers. 

Control  by  the  Commission  over  port-to-port  rates  In  inter- 
state commerce  was  urged  by  Mr.  Campbell  as  a  necessary 
step  toward  co-ordination  of  rail  and  water  transportation. 
He  said  both  forms  of  transportation  must  be  used  and  deve- 
loped. He  predicted  that  the  day  would  come  when  the  rail- 
roads and  the  waterway*  could  not  handle  the  traffic  of  the 
country.  Senator  Cummins  and  Commissioner  Each  pointed 
out  that  the  committees  bad  favored  complete  control  by  the 
Commission  over  both  rail  and  water  rates  but  that  opposition 
in  Congress  had  caused  them  to  yield  on  that  point.  Campbell 
said  he  believed  the  sentiment  of  the  country  was  overwhelming 
In  favor  of  control  of  the  waterways  being  vested  In  the  Com- 
mission. Either  the  Shipping  Board  must  have  complete  control 
of  both  rail  and  water  rates  or  the  Commission  must  have  that 
control,  he  Mid.  In  closing  he  said,  as  to  consolidation  of  rail- 
roads, that  he  believed  consolidation  should  be  effected 


with  a  view  to  cutting  out  competition  and  not  with  a  view 
to  retaining  competition.  He  said  that  competiton  meant  the 
survival  of  the  fittest,  but  that  in  the  case  of  the  railroads  all 
must  survive. 

Chairman  Cummins  declared  the  hearings  on  the  Capper 
bill  closed.  He  said  consideration  of  the  bill  by  the  committee 
probably  would  be  delayed  If  it  appeared  that  the  Supreme 
C.  urt  would  pass  soon  on  the  intrastate  cases  before  it. 

Replying  to  the  testimony  of  Mr.  Hall  on  behalf  of  the  Com- 
mission, John  E.  Benton,  general  solicitor  of  the  National  Asso- 
ciation of  Railway  and  Utilities  Commissioners,  in  a  bulletin  to 
members,  said  the  remark  of  Mr.  Hall  that  the  Commission 
hoped  to  be  able,  on  proper  application,  to  vacate  the  orders  in 
the  intrastate  rate  cases,  was  of  particular  interest  because 
it  was  the  first  from  the  Commission  bearing  on  the  length 
of  time  the  outstanding  rate  orders  will  b*  continued  in  force. 

Quoting  a  statement  by  Mr.  Hall  In  the-  recoid  that  "the 
Commission  has  not  concealed  Its  hopes  and  intentions,  as  soon 
as  it  Is  recognized  by  the  states,  as  well  as  by  others,  that  the 
federal  authority  controls  the  relationship  of  rates,  it  has  not 
concealed  its  hope  and  desire  to  vacate  as  rapidly  as  may  be 
these  state  orders,  so-called,  in  order  that  tl'eiv  may  be  nn 
entire  resumption  by  the  states  of  their  :iuthority  over  ttate 
rates,  and  state  fares,  except  where  these  are  held  by  state 
statutes,"  Mr.  Benton  said: 

"It  is.  however,  not  clear  whom  the  commissioner  had  in 
mind  when  he  said,  'as  soon  as  It  is  recognized  by  the  state*, 
as  well  as  by  others.'  It  may  have  been  the  Supreme  Court. 
Perhaps  I  ought  to  add  that  the  commissioner  did  not  sustain 
his  suggestion  of  exaggeration  by  pointing  out  any  case  in  which 
either  the  facts  Involved,  or  the  language  of  the  Commission's 
decision  had  been  erroneously  stated  to  the  committee.  Nrlther 
has  this  been  done  by  any  other  opponent  of  th»> 
legislation." 


RATES  ON  PETROLEUM 

Tkt   Traffic   World    H-'oshitiglon  Bur  tut 

The  Commission,  In  I.  and  S.  No.  1471.  promulgated  Janu- 
ary 7,  put  a  stop  order  on  part  of  the  ferment  in  rates  on 
petroleum  and  its  products,  which  has  been  disturbing  the  south- 
west ever  since  the  railroads  in  Novenrfber  made  an  export  rate 
of  50  cents  on  petroleum  and  Its  products  from  the  Casper  field 
to  Oulf  ports  for  export,  In  place  of  a  rate  of  73  cents.  In 
the  case  created  January  7  It  suspended,  from  January  8  to 
May  7.  schedules  In  supplements  Nos.  10  and  11  to  Louisiana  ft 
Arkansas  I.  C.  C.  No.  1172.  and  Louisiana  Railway  ft  Naviga- 
tion I.  C.  C.  No.  A-865,  the  former  effective  January  8  and  the 
latter  January  7.  The  suspended  schedules  make  an  export 
rate  of  16.6  cents  from  Shreveport  and  group  points  to  North 
Baton  Rouge  and  New  Orleans  and  Intermediate  points  of  ex- 
port. 

Schedules  in  those  supplements  proposing  to  establish  a 
domestic  proportional  rate  of  11  cents  from  Shreveport  to 
Natchez,  effective  January  11,  were  not  suspended.  That  phase 
»f  the  subject  was  not  touched  upon  in  the  order  In  I.  and  S. 
No.  1471,  although  that  rate  Is  carried  In  the  tariffs  mentioned 
and  protests  were  made  against  It  as  well  as  against  the  16.5- 
rent  export  rate  before  mentioned. 

Protests  against  the  two  rates,  proposed  Initially  by  the 
Louisiana  ft  Arkansas,  were  made  by  other  railroads  in  the  south- 
west. The  protests  covered  the  14-cent  proportional  rate  more 
thaa  they  did  the  higher  export  rate.  The  Rock  Island,  Kansas 
fl^  Southern,  Katy,  Frisco,  Missouri  Pacific,  and  the  Cotton 
Belt  specifically  protested  that  14-cent  rate.  They  protested  not 
only  against  the  Louisiana  ft  Arkansas,  but  also  the  Vlcksburg. 
Shreveport  ft  Pacific  and  the  tariff  filed  In  their  own  behalf 
by  Leland.  The  V.  8.  ft  P.  and  Leland  filed  tariffs  merely  to  pro- 
tect themselves  In  the  event  the  14-cent  rate  should  be  allowed 
to  become  operative,  as  proposed,  from  the  river  to  the  south- 
east, except  Virginia.  They  wanted  to  be  in  position  to  com- 
pete for  traffic  In  the  event  their  protest  should  not  constrain 
the  Commission  to  suspend  the  proposed  proportional  rate. 

No  reason  for  the  suspension  of  the  16.5-cent  export  rate 
was  assigned  by  the  Commission  In  Us  suspension  order.  The 
Idea,  however,  was  that  it  would  be  too  low  In  comparison  with 
the  export  rate  of  24.5  cents  from  north  Texas  and  mid-conti- 
nent refining  points,  allowed  to  go  into  effect  January  5,  as  a 
complement  to  the  50-cent  export  rate  from  Casper,  which  be- 
came operative  some  time  before  the  24-5-cent  rate.  That  24.5- 
cent  rate  was  allowed  to  go  Into  effect,  it  is  believed,  largely  be- 
cause no  one  objected  to  It.  Mid-continent  refiners  knew  about 
the  filing  of  the  50  cent  rate,  but  they  did  not  ask  for  its  suspen- 
sion, probably  because  carriers  serving  them  bad  promised  to  re- 
duce the  export  rate  from  their  shipping  points  to  a  proper  relation- 
ship. The  50  cent  rate  represented  a  wiping  out  of  the  Increase 
of  August  26,  1920.  Therefore,  the  mid-continent  lines  did  like- 
wise, although  the  export  rates  from  the  mid-continent  and  Texas 
fields  ranged  from  27.5  to  40.5  cents  and  the  24.5  cent  rate,  used 
for  measuring  purposes,  is  the  one  from  Tulsa  to  the  Oulf  ports. 

The  16.5  suspended  export  rate  Is  Intended  to  supplant  a 
rate  of  22.6  cents.  It  creates  a  spread  of  six  cents  as  between 
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Shreveport  and  the  Texas  and  mid-continent  fields.  Before  the 
24.5  cent  rate  was  made  operative  the  spread  ranged  from  3  to 
12.5  cents. 

In  Justification  of  the  closely  related  14  cent  domestic  pro- 
portional from  Shreveport  to  Natchez,  B.  S.  Atkinson,  traffic 
manager  for  the  Louisiana  &  Arkansas,  suggested  that  the  solici- 
tude of  the  southwestern  lines  for  their  oil  rate  structure  should 
have  been  shown  last  August  when  they  established  a  propor- 
tional rate  of  19  cents,  applicable  from  Shreveport  and  points 
as  far  west  thereof  as  San  Antonio.  The  distance  from  Shreve- 
port to  Natchez,  he  observed,  is  only  206  miles,  while  the  dis- 
tance from  San  Antonio  is  567  miles.  He  suggested  that  a  14 
cent  rate  for  206  miles  is  not  low  in  comparison  with  a  rate  of 
19  cents  for  567  miles.  Shreveport  refiners  suggested  that  Shreve- 
port was  certainly  entitled  to  a  lower  rate  to  the  Mississippi 
River  than  shippers  at  San  Antonio,  more  than  twice  as  far  from 
the  river. 

An  additional  reason  for  proposing  the  14  cent  proportional 
rate,  he  said,  was  the  fact  that  the  local  rates  from  Baton  Rouge 
and  New  Orleans  into  the  southeast  are  the  same  as  the  rates 
from  Vicksburg  and  Natchez,  so  that,  under  the  adjustment  now 
in  existence,  the  Shreveport  refiners  are  charged  as  high  a  rate 
as  if  they  were  at  San  Antonio,  567  miles  from  the  river,  while 
New  Orleans  and  Vicksburg  pay  just  the  same  as  if  they  were 
right  at  Natchez.  That  is  to  say,  the  Shreveport  refiners  have 
to  pay  19  cents  per  100  on  business  destined  to  the  southeast' 
before  they  can  start  on  an  equality  with  competitors  at  Baton 
Rouge  and  New  Orleans.  The  Louisiana  &  Arkansas,  Mr.  At- 
kinson said,  agreed  with  the  Shreveport  refiners,  hence  Its  pro- 
posal to  establish  the  14  cent  rate.  He  further  suggested  that 
the  other  southwestern  .lines  were  not  going  to  ship  anything 
on  that  14  cent  rate  and  that  therefore  they  were  not  in  posi- 
tion to  make  any  representations  thereon. 

The  Commission,  January  11,  announced  that,  in  I.  and  S. 
No.  1472,  it  had  suspended  the  Louisiana  &  Arkansas  tariffs,  ef- 
fective January  11  and  February  7,  and  the  tariffs  of  other  car- 
riers which  followed  the  lead  of  that  road,  until  May  11,  which, 
if  allowed  to  become  operative  would  have  resulted  in  the  reduc- 
tion of  proportional  rates  on  petroleum  and  its  products  from 
Shreveport  and 'group  points  to  Natchez,  Vicksburg  and  Baton 
Rouge.  The  case  caused  by  that  suspension  order  created 
what  may  be  called  a  companion  piece  for  the  suspension  case 
brought  into  being  when  the  Commission  held  up  the  proposal  of 
the  Louisiana  &  Arkansas  to  establish  an  export  rate  of  16.5 
cents,  from  Shreveport  to  Baton  Rouge,  New  Orleans  and  inter- 
mediate ports. 

In  and  of  itself,  the  Louisiana  &  Arkansas  probably  could 
not  have  materially  affected  the  petroleum  rate  structure,  be- 
cause it  draws  traffic  largely  from  Shreveport;  but  all  the  south- 
western lines  came  to  the  conclusion,  when  it  made  the  proposal 
to  cut  both  the  export  and  proportional  rates,  that  they  had  bet- 
ter protest  and  suggest  that  the  effect  of  such  a  cut  would  not 
be  confined  to  Shreveport.  At  present  Shreveport  is  grouped 
with  other  refining  points.  Competitors  suggested  that  if 
Shreveport  refiners  were  given  lower  export  and  proportional 
rates,  they  also  should  be  given  equal  treatment.  The  result  of 
those  representations  was  the  filing,  by  the  Vicksburg,  Shreve- 
port &  Pacific,  of  the  14-cent  rate  to  Vicksburg,  and  then  the 
filing  by  Leland,  in  behalf  of  all  the  southwestern  lines,  of  reduc- 
tions to  meet  the  cut  of  the  Louisiana  &  Arkansas. 

While  the  Commission  made  no  announcement  in  connection 
with  the  suspension,  it  is  believed  one  of  the  reasons  for  it  was 
that  if  the  southwestern  lines  cut  rates  to  the  Mississippi,  refin- 
ers in  the  mid-continent  field  would  ask  for  reductions  via  the 
crossings  above  Vicksburg,  through  which  passes  the  bulk  of 
the  oil  traffic  from  Texas,  Louisiana,  Arkansas  and  the  long- 
established  mid-continent  field.  Fear  of  trouble  there,  rather 
than  the  comparatively  small  matter  at  the  lower  Mississippi 
river  crossings,  it  is  believed,  was  felt  by  the  commissioners  who 
voted  for  suspension. 

There  has  been  turmoil  with  regard  to  rates  on  oil  for 
more  than  a  year.  Prices  have  gone  down  and  the  oil  industry 
has  been  clamoring  for  a  downward  revision  of  rates.  Nearly 
all  oil  rates  are  on  a  group  basis.  Shreveport,  for  instance,  is 
at  the  eastern  end  of  a  group  which  extends  as  far  west  as  San 
Antonio,  and  from  which  the  proportional  rate  is  19  cents, 
hreveport  refiners,  being  only  206  miles  from  the  Mississippi, 
thought  they  should  have  a  rate  less  than  the  19  cents  which 
applied  also  from  San  Antonio,-  567  miles  from  the  Mississippi. 
The  Louisiana  &  Arkansas  agreed  with  them,  and  when  It 
filed  its  tariff  the  trouble  began. 


PACIFIC  MAIL  S.  S.  SERVICE 

W.  A.  Young,  Jr.,  general  passenger  agent  of  the  Pacific 
teamship  Company,  is  in  New  York  to  complete  arrange- 
ments for  the  organization  of  a  passenger  office  in  connection 
ith    the    recent    inauguration    of    the    regular    p'assenger-and- 
cargo  service  between  New  York  and  San  Francisco. 

Mr.  Young's  visit  coincides  with  a  considerable  expansion 
the  company's  New  York  freight  office,  which  will  have  en- 
tire charge   of  booking    and    handling   cargo   shipments   west- 


bound. J.  E.  Magner  has  joined  the  staff  as  rate  clerk  to  fill 
the  vacancy  caused  by  the  promotion  of  A.  C.  Fels  to  speciali- 
zation in  Central  American  business,  and  several  freight  solici- 
tors are  being  added  to  the  staff  to  meet  the  increased  local 
demand  and  to  cover  the  Eastern  territory  tributary  to  the 
Port  of  New  York. 

The  first  sailing  westbound  will  be  that  of  the  Venezuela, 
February  8,  this  steamer  being  now  en  route  from  San  Fran- 
cisco. 

"Establishment  of  a  regular  passenger-and-cargo  service 
between  New  York  and  San  Francisco  via  the  Panama  Canal  is 
an  event  of  as  much  importance  to  the  shipper  as  it  has 
already  proved  to  be  to  the  traveler,"  said  H.  E.  Stocker, 
assistant  general  freight  agent,  at  New  York,  "for  the  regu- 
larity and  promptness  of  service  which  are  basic  require- 
ments of  the  passenger-carrying  trade,  are  advantages  that 
business  is  also  coming  to  demand  for  its  goods. 

"Incidentally,  the  return  of  the  Pacific  Mail  house  flag  to 
this  port  is  of  special  historical  interest  to  the  New  York 
waterfront,  for  it  was  from  New  York  that  the  side-wheeler 
California,  Pacific  Mail's  first  steamer  to  get  into  active  serv- 
ice, sailed  October  6,  1848,  on  her  long  voyage  out  to  the  west 
coast  via  the  Straits  of  Magellan." 

The  present  schedule  calls  for  the  following  sailings  from 
New  York:  February  8,  S.S.  Venezuela;  February  25,  S.S. 
Santa  Ana;  March  11,  S.S.  Ecuador;  March  25,  S.S.  Colombia. 

MERCHANT  MARINE  PROGRAM   // 

Thi  Traffic  World  Washington  Bureau 

With  the  submission  of  the  views  of  ship  owners,  operators, 
and  builders  on  the  ship  subsidy  question  at  a  general  confer- 
ence January  6,  the  Shipping  Board  and  its  ship  subsidy  com- 
mittee began  work  this  week  on  the  final  draft  of  the  recom- 
mendations to  be  made  to  President  Harding  for  his  use  in  pre- 
paring the  administration's  merchant  marine  legislative  pro- 
gram. Chairman  Lasker  said  an  effort  would  be  made  to  have 
the  report  ready  within  the  next  two  or  three  weeks.  The 
President  probably  will  go  before  Congress  with  his  recommenda- 
tions in  February. 

The  American  Merchant  Marine  Joint  Committee  of  ship 
owners,  operators,  and  builders,  in  a  report  submitted  to  the 
board,  approved  in  the  main  tentative  recommendations  made  by 
the  Shipping  Board's  committee  of  experts  and  which  were  pub- 
lished in  The  Traffic  World,  December  31. 

The  joint  committee  approved  the  establishment  of  a  flOO,- 
000,000  loan  fund,  .direct  aid  by  means  of  a  fund  to  be  obtained 
by  taking  10  per  cent  of  the  annual  customs  receipts  and  ton- 
nage taxes,  sale  of  Shipping  Board  vessels  at  prevailing  world 
market  prices  on  liberal  terms,  enforcement  of  sections  28  and 
21  of  the  merchant  marine  act,  and  relief  for  pioneer  purchasers 
of  Shipping  Board  vessels. 

The  Council  of  American  Shipbuilders  recommended  enforce- 
ment of  section  28  and  expressed  opposition  to  the  proposed  re- 
peal of  section  34,  which  President  Harding  has  said  would  not 
be  enforced. 

The  Shipping  Board's  expert  committee  submitted  a  revised 
draft  of  its  original  recommendations  but  this  was  not  made 
public. 

In  the  discussion  which  followed  submission  of  the  reports 
there  was  considerable  support  voiced  for  enforcement  of  sec- 
tion 34  of  the  merchant  marine  act.  The  opinion  also  was  ex- 
pressed by  some  of  those  attending  the  conference,  which  was 
not  open  to  the  press,  that  it  would  be  best  to  avoid  a  cash  sub- 
sidy if  possible. 

The  report  of  the  American  Merchant  Marine  Joint  Com- 
mittee was  submitted  by  H.  H.  Raymond,  chairman.  The  recom- 
mendations with  respect  to  direct  and  indirect  aid  are  as  follows: 

As  consideration  of  the  question  of  the  national  policies  in  aid  of 
the  merchant  marine  on  the  part  of  advisory  committees  of  the 
Shipping  Board  has  reached  such  a  point  of  forwardness,  it  seems  to 
the  American  Merchant  Marine  Joint  Committee  that  our  mutual 
purpose  can  best  be  served  by  specific  expressions  of  opinion  on  the 
tentative  memoranda  already  presented  by  one  of  the  advisory  com- 
mittees to  the  Shipping  Board.  These  memoranda  deal  first  with  in- 
direct and  then  with  direct  aid  to  the  merchant  marine. 

Section  1  of  the  recommendations  in  question  is: 

1.  "Ship    sales.      The   Shipping   Board   should   sell   its   remaining 
fleet  as   rapidly   as   possible,   at   prices  not   to   exceed   the   prevailing 
world  market  prices  for  similar  tonnage." 

This  the  American  Merchant  Marine  Joint  Committee  approves, 
with  the  additional  recommendation  that  "We  believe  that  the  most 
liberal  terms  and  period  of  payment  should  be  provided,  and  we  sug- 
gest that  interest  be  charged  on  the  purchases  at  a  rate  of  not  less 
than  2  per  cent." 

In  this  connection  it  is  our  belief  that  many  of  the  restrictions 
now  contained  in  Section  5  of  the  Jones  Act  as  to  the  method  of 
making  sales  should  be  modified,  in  order  to  permit/this  sales  policy 
to  be  carried  into  effect — for  example,  public  sales,,, after  advertise- 
ment, should  be  eliminated  as  unnecessary,  and  therg  should  be  no 
further  restrictions  as  to  prices  than  the  prevailing  world  market 
price.  Experience  has  amply  demonstrated  that  thebe  emergency- 
built  ships  cannot  be  sold  at  an  excessive  price  that  >vill  of  itself  pre- 
vent successful  competition  with  shipowners  of  other  nations. 

2.  We  approve  the  establishment  of  a  $100,000,090  merchant  ma- 
rine loan  fund,  under  the  administration  of  the  Shipping  Board,  simi- 
lar to  the  railroad  revolving  fund,  but  we  recommend  that  the  fund 
in  question  be  raised  by  a  bond  issue  to  be  called  the  Merchant  Ma- 
rine Bond  Fund,   and  that  its  purpose  be  stated  "to  make  loans  for 
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the  purpose  of  upbuilding  the  merchant  marine,  to  shipowners,  build- 
ers and  operators,  at  not  less  than  2  per  cent  interest." 

3.  We  approve    Section   3   of   the    tentative    recommendations   as 
follows: 

"Income  tax  relief,  (a)  In  order  to  create  an  Incentive  for  ship- 
pers to  use  American  flag  ships  and  as  a  stimulus  to  our  foreign 
trade,  a  deduction  from  net  Federal  income  tax  payable  should  be 
allowed  on  the  basis  of  a  small  percentage  of  the  freight  paid  by  ex- 
porters and  Importers  on  American  flag  vessels.  (It  is  left  open  for 
consideration  whether  a  similar  deduction  should  be  made  on  pas- 
senger fares.) 

"(b)  Through  co-operation  with  the  Treasury  Department,  or  by 
'~'»tlon.  a  greater  allowance  for  depreciation  for  Income  tax  pur- 
should  be  made  on  ships.  In  order  to  make  the  depreciation 
allowance  more  accurately  represent  the  actual  depreciation  of  vessels 
and  to  give  effect  to  the  marked  slump  In  the  value  of  tonnage  during 
the  past  several  years." 

As  to  the  Income  tax  exemption,  we  recommend  that  this  be  made 
applicable  not  only  to  freight  moneys,  but  also  to  passenger  fares. 

As  to  Increased  depreciation.  In  view  of  the  fact  that  many  of  the 
American  companies  do  not  have  sufficient  surplus  or  reserves  from 
which  to  write  down  vessels  now  being  carried  at  Inflated  values,  it  is 
recommended  that  companies  so  writing  down  their  tonnage  be  per- 
mitted to  reimburse  themselves  out  of  profits  and/or  exemption  from 
taxation  on  earning*  over  a  period  of  year*  after  the  reduction  In 
capital  value  ha*  been  made. 

4.  The  fourth  recommendation   presented   to  the  Shipping  Board 
provides  for  a  non-profit  making  corporation  created  by  the  govern- 
ment to  Insure  Its  own  ships  at  cost,  and  to  offer  hull  Insurance  at 
cost  to  private  owners — the  corporation  to  be  managed  by  Its  policy- 
holders  who  will  all  eventually  be  private  shipowners.     In  this  connec- 
tion It  Is  proposed  that  the  government  authorise  the  Shipping  Board 
to  classify  American  ship*  for  Insurance  purpose*  and  to  Insure  cargo 
In  such  ships  when  private  underwriters  refuse  to  carry  the  Insurance 
on  the  bails  of  the  board's  classification.     The  net  effect  of  that.   It 
Is  stated,   will   be  to  offer   fun   Insurance   to   American   operators  at 
about  SO  per  cent  below  the  present  cost,  and  to  divert  cargo  to  gov- 
ernment-owned ships  through  the  elimination  of  the  prevent  adverse 
differential  In  cargo  Insurance  rate*. 

On  this  section  the  recommendation  of  the  American  Merchant 
Marine  Joint  Committee  Is:  "If  It  la  economically  practicable  for  the 
government  to  broaden  the  Insurance  market  and  reduce  rate*,  with- 
out Injury  to  the  Industry,  we  believe  It  should  be  done.  However, 
we  are  doubtful  as  to  the  practicability  of  doing  this,  and  If  It  I* 
Impracticable  the  greater  Insurance  coot  to  American  ships  must  be 
made  op  by  an  addition  to  the  direct  subsidy.  It  Is  the  opinion  of 
this  committee  that  the  government  should  not  enter  the  field  as  a 
direct  underwrf 

».  Section  I  of  the  recommendations  I*  a  proposal  for  legislation 
and  regulation  that  would  assure  to  American  passenger  steamers  at 

l-.l.«t       ••',      ;,.    r      ,.,.,,.      .  .(      ,(,,.      |..     ...     k-.    ,..,,     .      .         ........  .  >    .         ........        ... 

We  approve  this  expedient  a*  a  valuable  aid  to  the  development 
of  regular  lines  of  the  American  merchant  marine. 
t.    Section  (  of  the  recommendations  Is 


- 

"License  Sy.trm.  Tor  the  better  regulation  of  f 
ping  touching  our  shore*  •  Mil  along  the  lines  of  8. 
(or  a  licensing  system,  should  be  adopted." 


time. 

7.    For  Section  T. 
we  would  recommend  t 
of  the  Shipping  Board 
the  navigation  laws  a 
PoOette  seamen's  law. 


foreign  flag  shlp- 
'    *«?»,   providing 

This  proposal  we  regard  as  too  Indefinite  to  be  considered  at  this 

which  now  reads.  "Revision  of  navigation  laws." 
J  the  following  substitute:    "The  recommendations 
Board  committee  authorised  two  years  ago  to  revise 
and  rule*  of  the  ITnlted  States.  Including  the  La 

LW.  should  be  Immediately  approved  and  eon 

*.  Section  I  a*  recommended  to  the  board  Is  as  follows: 
"Sections  t*  and  SI.  It  is  generally  believed  that  considerable 
Indirect  aid  will  result  from  the  making  effective  of  Section  S8  of  the 
merchant  marine  act  providing  for  preferential  through  rates  only 
on  American  flsg  vessel*,  and  Section  SI  of  the  set  extending  the 
coastwise  laws  to  our  Insular  possess  tons  and  the  Philippine*  on  or 
about  February  1  1WJ." 

We  approve  these  recommendations. 

ft.  Section  ».  dealing  with  the  naval  reserve,  urges  co-operation 
between  the  Shipping  Board  and  the  Navy  Department  for  additional 
compensation  for  merchant  officers  and  seamen  enrolled  In  the  naval 
reserve,  with  consideration  for  the  recognition  of  vessels  of  desirable 
types  ss  •axillary  naval  vessels  on  terms  that  would  be  to  the  ad- 
vantage of  the  shipowner  and  of  the  navy. 

The  American  merchant  marine  joint  committee  approves  this 
proposal. 

DIRECT  AID. 

With  regard  to  the  forms  of  direct  aid— a  differential  payment  to 
American  ship*  based,  on  their  higher  wage  and  subsistence  cost,  and 
postal  subvention  to  regular  service*— the  fund*  to  be  raised  by  the 
reserving  of  one-tenth  of  the  custom*  receipts  and  of  the  Increased 
tonnage  taxes— the.  American  merchant  marine  Joint  comm 
heartily  approve*  the  recommendations  that  have  been  made  to  the 
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ment    we    recommend    that    "whatever   legislation    Is    passed    through 
Oongreee  *bould  be  baaed  on  the  principle  of  the  Oalllnger  plan  of  so 
much   per  gross  ton   per  year— the   faster  passenger  ships   to   be   en- 
mean*  of  the  posts)  subvention ." 

The  American  merchant  marine  .fc>lnt  committee  believed  that  the 
lerlalatlon  recommended  *hould  «et  forth  th»  general  principles  upon 
which  the  *ub*ldy  should  be  granted  as  outlined  above  and  that  the 
Shipping  Hoard  should  he  glvn  nnthorlty  to  carry  out  the  details  In 
a  (cot  dance  with  those  general  principle*. 

Homer  Ferguson,  president  of  the  Council  of  American  Ship- 
builders, submitted  the  following  report  on  the  attitude  of  the 
council  toward  maritime  legislation: 


The  enancll  au«rt«  Its  continued  attachment  to  the  legislation 
contained  In  the  merchant  marine  act  of  IMO. 

The  wllent  feature*  of  the  merchant  marine  act.  Including  Section 

IX.    providing    for    prefrreritlnl    milwsy    rates,     nml    Section     34.     pro- 

for    a    modification     of    treaties     Impairing    the     freedom     of 

ertcan    maritime    IcKlxlatlon.    were    strongly    urged    upon    Senator 

Jone*    and    the    Senate    commerce    committee    hy    the    committee    of 

•rtcan    shipbuilders.    which    wn«   afterwards    Incorporated    Into   the 

resent  eoBncjt  .uncll   would   merit   the   contempt    nf  r-ongrens 

•he  fundamental  principles  which  It  urged  with  eff« 
"Mlftence  and  In  the  faith  of  which  It  *tlll  continue*. 

•  "PI          '    '      '         ••  '  '          '     •       -  •      'I 

f  any  oth<  •  •>    merchant   marine   act  which   has   not 

hitherto  he-  .tion 

•"••on*  of  »tat«-   may  have   hitherto  prevented   the 
•    and  that  »uch  reaaons  Mill  exl*t.  Is  no 

gr"'"  '   either.     They    *honld    remain    upon    the 

state  hooks  to  be  In.fnntly  available  when  the  state  reasons  of  today 

fire  ptace  to  the  state  reasons  of  tomorrow.     It  msy  transpire  that 


other  proposed  measures  In  aid  of  the  merchant  marine  will  fail  of 
enactment,  or  if  enacted,  may  prove  Ineffective,  and  if  effective,  may 
be  of  short  life.  In  either  of  these  events  the  existing  sections  would 
prove  Invaluable. 

3.  The    council    believes    that    the    declaration    of    the    merchant 
marine    act.    that    the    purpose    of    Its    enactment    was    to    secure    to 
American  vessels  the  carriage  of  the  greater  portion  of  our  own  com- 
merce, expressed  an  aspiration  so  just  as  to  disarm  criticism.     It  be- 
lieves that  the  flrst  step  towards  the  accomplishment  of  this  result  Is 
to    economically    exclude    from    our   trade    with    all    nations    all    ships 
except  our  own  and  those  of  the  other  party  to  the  trade.     Commerce 
between    nations    includes    carriage.      Nations    stranger    to    the    com- 
merce should  not  be  permitted  to  Intrude  their  ships  therein. 

4.  The  merchant  marine  act  (which  the  Council  urged)  is  a  Con- 
gressional  recognition  that  the  American  ship  cannot  take  or  main- 
tain its  place  upon  the  sea,  except  by  effective  discriminations  in  Its 
favor. 

If  reasons  exist  which  at  present  prevent  the  discrimination  from 
taking  the  form  of  preferential  duties,  then  the  less  preferable  form 
of  discrimination,  namely  subsidy,  must  be  enacted  in  the  meantime, 
unless  the  Congress  Is  prepared  to  sacrifice  the  substance  to  the  form. 

5.  This  council  does  not  favor  subsidy  as  an  alternative  policy  to 
that  of  the  merchant  marine  act.  or  as  in  anywise  a  substitute  there- 
for,   but  aa  a   measure   of   relief  until   events   permit   discriminations 
better  suited  to  the  genius  of  the  American  people. 

C.  This  council  recognizes  that  hitherto  measures  beneficial  to  the 
merchant  marine  have  for  many  years  been  defeated  by  dividing  the 
friends  of  the  merchant  marine  Into  hostile  camps,  each  so  opposed 
to  the  relief  proposed  by  the  other  that  a  cause  dear  to  both  has  been 
lost.  Those  who  have  favored  subsidy  have  opposed  discriminating 
duties,  and  those  who  have  favored  discriminating  duties  have  opposed 
subsidy,  with  the  natural  consequence.  Repetition  of  such  a  conflict 
may  be  expected  to  produce  a  repetition  of  result. 

7.  This  council  believes  that  any  subsidy  measure  passed  at  this 
time  should  (a)  either  avoid  appropriation,  or  If  this  Is  necessary, 
promise  continuance:  (b)  It  should  be  confined  to  present  American 
vessels  of  approved  class,  or  to  vessels  hereafter  American  built:  (c) 
It  should  not  be  of  a  character  to  encourage  bad  ships  to  remain  In 
the  trade:  (d)  It  should  provide  that  vessels  hereafter  sold  by  the 
Shipping  Board  should  carry  subsidy  or  not.  as  might  be  provided  in 
the  sale. 

In  the  event  that  foreign  objections  are  not  controlling.  It 
would  be  desirable  that  the  measure  should  devote  a  certain  fund 
to  the  subsidy,  which  would  not  require  continual  reference  In  the 
appropriation  bill,  thus  eliminating  the  measure  from  the  arena  of 
politic*. 

».  A  term  of  continuance  should  be  directly  or  Indirectly  provided 
for.  otherwise  the  measure  may  ameliorate  the  conditions  of  those 
now  In  the  business,  but  discourage  others  from  entering  It. 

Among  those  present  at  the  conference  were  Commissioners 
Lasker,  Chamberlain.  Llssner.  Thompson.  Benson  and  Plummer; 
Pre»ldent  Jos.  W.  Powell  and  Vice-president*  Farley,  Smull  and 
Frey  of  the  Emergency  Fleet  Corporation;  W.  S.  Brown,  Wash- 
ington, president  of  the  National  Marine  Engineers'  Benevolent 
Association;  Henry  C.  Wlltbank.  Washington,  secretary  of  the 
National  Merchant  Marine  Association;  W.  L.  Clarke  and  Sum- 
ner  Myrick,  Washington.  Marine  Bureau.  United  States  Chamber 
of  Commerce;  Henry  C.  Hunter,  New  York,  of  the  Council  of 
American  Shipbuilders;  George  W.  dough.  New  York.  Secre- 
tary of  the  American  Merchant  Marine  Joint  Committee;  H.  O. 
Smith  and  E.  R.  Leonard.  Bethlehem.  Pa..  Bethlehem  Ship- 
building Corporation;  C.  D.  Mallory.  Charles  H.  Potter,  New 
York,  and  Matthew  Hale.  Washington,  members  of  the  Amer- 
ican Merchant  Marine  Joint  Committee;  Homer  L.  Ferguson. 
F.  P.  Palen  and  F.  J.  Gauntlett.  Newport  News.  Va..  Newport 
News  Shipbuilding  A  Dry  Dock  Company,  of  the  Council  of 
American  Shipbuilders;  Prank  C.  Munson,  New  York,  president. 
Mnnson  Lines;  Winthrop  L.  Marvin,  New  York,  secretary  of 
the  American  Steamship  Owners'  Association;  R.  S.  Lavender, 
Washington.  Masters.  Mates  *  Pilots  Association;  E.  H.  Duff, 
Washington,  American  Steamship  Owners'  Association. 

The  Shipping  Board  Committee  on  Government  Aid  to  Mer- 
chant Shipping  is  composed  of  the  following:  Commissioner 
Meyer  Lissner.  chairman;  Dr.  Emory  R.  Johnson,  University 
of  Pennsylvania:  Winthrop  L.  Marvin.  American  Steamship 
Owners'  Association;  Rear  Admiral  H.  H.  Rousseau,  U.  S.  N.; 
AMr  Admiral  Clarence  S.  Williams.  U.  S.  N.;  Daniel  H.  Cox, 
.«prcial  representative  United  States  Shipping  Board;  Grosvenor 
M.  Jones;  M.  B.  Beecher;  John  Nicholson;  R,  T.  Merrill;  W.  L. 
Clark,  representative  Admiral  Line. 

Congress  was  represented  by  Senator  Wesley  L.  Jones  of 
Washington,  chairman  of  the  Senate  committee  on  commerce; 
Representative  William  S.  Greene,  Massachusetts,  and  Repre- 
sentative George  W.  Edmonds,  Pennsylvania,  member  of  the  mer- 
chant marine  and  fisheries  •committee. 


SHIPS   FOR   RUSSIAN   GRAIN 

The  Tragic  World  Washington  Burtau 

The  way  was  opened  for  private  operators  of  American  flag 
vessels  to  got  a  share  of  the  business  of  carrying  grain  to  Russia 
under  the  Russian  relief  program  when  Secretary  Hoover  and 
Chairman  Lasker  of  the  Shipping  Board  agreed  at  a  conference 
with  President  Harding  on  January  11  on  the  following  arrange- 
ment: 

"The  Shipping  Board  would  undertake  to  transport  at  cost, 
but  American  private  shippers  should  be  given  priority  in  em- 
ployment over  the  Shipping  Board  steamers  so  long  as  they 
were  willing  to  quote  fair  rates. 

"It  was  considered  that  $1.50  per  ton  or  so  above  going  rates 
for  foreign  shipping  represented  approximately  the  difference  in 
costs  Imposed  upon  American  shipping  by  American  shipping 
law  and  American  wages  and  that  approximately  this  figure 


84 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  2 


should  be  used  as  a  criterion  in  determining  fair  rates  for  private 
American  shipping." 

The  co-operation  of  the  majority  of  American  ship  owners 
.has  been  assured,  it  was  announced  by  Secretary  Hoover  after 
the  conference. 

Arrangements  were  being  made  by  Secretary  Hoover,  chair- 
man of  the  American  organization  for  Russian  relief,  to  have 
Shipping  Board  steamers  carry  the  next  installment  of  relief 
supplies  because,  as  he  viewed  bids  submitted  by  American 
ships  not  owned  by  the  Board,  the  rates  quoted  by  them  Jan- 
uary 4,  were  too  high.  Announcement  to  that  effect  was  made 
the  day  after  the  bids  were  opened. 

While  Mr.  Hoover  then  had  not  received  detailed  reports 
as  to  the  rates  quoted  by  the  non-board  lines,  he  said,  they  were 
approximately  $8  a  ton  for  wheat,  an  increase,  in  one  week,  of 
approximately  $3  a  ton.  Under  the  law,  none  but  American 
ships  may  be  used  in  transporting  relief  supplies  provided 
by  money  appropriated  by  Congress.  Therefore,  when  the  up- 
ward bulge  In  rates  was  quoted,  it  was  a  question  of  accepting 
them  or  making  arrangements  with  the  Shipping  Board.  The 
rate  to  be  paid  the  Board  ships  to  be  established  after  the 
shipments  move. 

Secretary  Hoover,  in  announcing  that  he  had  begun  negotia- 
tions with  the  Shipping  Board,  said  no  fact  had  been  brought 
forward  to  show  what  had  happened  in  the  one  week  to  cause 
an  increase  in  the  rate  from  $5  to  $8  a  ton,  especially  in  view 
of  the  fact  that  the  increase  in  the  rates  of  foreign  flag 
ships  was  only  about  one  per  cent  in  the  same  period.  To  him, 
the  increase  looked  like^an  attempt  to  profiteer,  he  said.  He 
said  such  an  increase  probably  would  make  it  certain  that 
relief  supplies  bought  with  Russian  funds,  amounting  to  $10,- 
000,000,  would  be  dispatched  in  foreign  vessels.  He  said  he 
would  not  blame  -those  controlling  the  disbursement  of  the 
Russian  money  if  they  decided  to  give  none  of  the  tonnage  to 
the  American  ships  which  had  submitted  practically  identical 
bids. 

Answering  a  suggestion  that  perhaps  the  $5  a  ton  rate  was 
abnormally  low  and  that  the  $8  a  ton  rate  would  be  about 
reasonable,  the  secretary  said  that  if  there  was  such  a  difference 
in  the  cost  of  carrying  tonnage,  as  between  an  American  and  a 
foreign  ship,  then  the  outlook  for  rehabilitation  of  the  Ameri- 
can merchant  marine  was  gloomy,  indeed. 

Allocation  of  thirteen  Shipping  Board  vessels  which  will  be 
loaded  with  Russian  relief  grain  cargoes  before  the  end  of  this 
week  was  announced  January  7  by  J.  Barstow  Smull,  vice-presi- 
dent of  the  Emergency  Fleet  Corporation  in  charge  of  charters 
and  allocations.  Each  of  the  vessels  will  carry  about  8,000  tons. 
The  ships  will  take  on  their  cargoes  at  New  Orleans,  Newport 
News,  Baltimore,  Philadelphia  and  New  York,  at  which  ports  the 
grain  was  bought  by  the  relief  commission  operating  under  the 
direction  of  Secretary  Hoover. 

The  thirteen  vessels  were  allocated  as  follows:  Port  of 
New  Orleans — Trosdal,  Plant  &  La  Fonte.  1;  Lykes  Bros.,  2. 
Neiwport  News — Harris,  McGill  &  Co.,  1.  Baltimore — States  Ma- 
rine S.  S.  Co.,  2;  W.  A.  Blake  &  Co.,  1;  Baltimore  S.  S.  Co.,  1,  and 
J.  H.  Winchester,  1.  Philadelphia — Export  S.  S.  Co/,  1;  Black 
Diamond  Line,  1,  and  Cosmopolitan,  1.  New  York — Moore  & 
McCormack,  1. 

In  all,  thirty  Shipping  Board  vessels  were  to  be  used  in  the 
Russian  relief  work  as  the  result  of  the  conclusion  by  Secretary 
Hoover  that  private  owners  and  operators  of  American  vessels 
were  demanding  too  high  rates  for  the  service  required.  The 
plan  had  been  to  exhaust  private  American  vessels  first  and 
then  use  Shipping  Board  vessels,  the  Shipping  Board  having 
agreed  to  transport  the  grain  at  cost  through  its  operators  under 
the  managing  agency  agreements1. 

The  Emergency  Fleet  Corporation  informed  Secretary  Hoover 
what  the  coot  would  be  and  he  requested  that  the  price  be  left 
to  President  Harding.  The  President,  It  is  understood,  may,  in 
his  discretion,  have  the  Shipping  Board  do  the  work  at  less  than 
actual  cost,  and  in  that  event  the  board  would  have  to  make  up 
the  deficit 

"We  are  going  to  confine  the  aHocation  of  these  vessels  to 
active  operators  for  the  Shipping  Board  for  the  reason  that  they 
have  been  making  little  or  no  money  out  of  Shipping  Board  busi- 
ness," said  Mr.  Smull.  "We  now  have  46  active  operators  and  we 
will  sprinkle  the  ships  around  as  well  as  we  can." 

Mr.  Smull  emphasized  the  fact  that  the  board  had  no  choice 
a«  to  the  ports  from  which  the  vessels  will  sail,  as  it  had  sim- 
ply ordered  the  ships  to  proceed  to  the  ports  at  which  Mr.  Hoover 
had  bought  the  grain  to  be  shipped. 

Mr.  Hoover  requested  15  ships  for  the  first  half  of  January 
and  15  shi/ns  for  the  last  half  of  the  month.  The  board  has  or- 
dered 25  ships  prepared  for  service.  Officials  of  the  board  fig- 
ured that  even  if  the  work  were  done  at  cost,  it  would  cost 
more  by  using  Shipping  Board  vessels  than  by  using  private 
American  vessels  because  of  the  cost  incidental  to  taking  tied-up 
ships  and  making  them  ready  for  a  voyage.  But  the  break  of 
Secretary  Hoover  with  the  private  operators,  who  have  denied 
that  their  charges  were  excessive,  resulted  in  the  Shipping  Board 
vessels  being  called  out.  Mr.  Hoover  said  the  private  operators 
Increased  their  rates  approximately  $2.50  a  ton,  bringing  the 


average  rate  per  ton  to  from  $8.50  to  $8.75.  The  Shipping  Board 
rates,  based  on  cost,  were  not  made  public  after  it  had  been 
ascertained  that  Mr.  Hoover  disapproved  of  them  being  given  out, 
but  it  was  indicated  that  the  Shipping  Board  rate  would  not  be 
as  high  as  $8.75  to  Baltic  ports. 

Before  the  development  with  respect  to  the  charges  of 
private  operators,  the  position  of  the  Shipping  Board,  according 
to  Chairman  Lasker,  was  that  under  the  Jones  merchant  marine 
act  the  board  should  not  compete  with  ships  operated  under  the 
American  flag  by  private  parties,  and  that,  therefore,  the  busi- 
ness of  transporting  grain  to  Russian  ports  was  to  be  left  to 
private  operators  until  at  least  their  tonnage  had  been  ex- 
hausted. It  is  estimated  that  about  500,000  tons  will  be  moved. 

The  Emergency  Fleet  Corporation  has  allocated  one  vessel  to 
the  Tampa  Interocean  Steamship  Co.,  and  one  vessel  to  Trosdal, 
Plant  and  LaFonta,  at  New  Orleans,  for  the  transportation  of 
grain  to  Russia. 

CHARGES  RATES  TOO  HIGH  TO  ALASKA 

Tht  Traffic  World  Washington  Bureau 

Alleging  that  the  development  of  Alaska  is  being  retarded 
by  excessive  transportation  rates  from  the  continental  United 
States  to  the  territory,  Delegate  Sutherland,  of  Alaska,  charged 
in  the  House  this  week  that  "the  present  excessive  rates  to 
Alaska  are  maintained  by  a  transportation  monopoly  conducted 
by  the  Alaska  Steamship  Company  and  the  Pacific  Steamship  Co." 

"The  two  operating  companies  have  for  years  controlled 
the  water  transportation  from  Seattle  to  Alaska,"  said  he.  "There 
is  no  evidence  of  joint  ownership  or  interlocking  directorates 
in  the  published  reports  of  the  two  organizations,  but  their 
harmonious  work  in  extorting  exorbitant  freight  rates  from 
Alaskan  shippers  for  these  many  years  would  indicate  that  a 
common  financial  interest  exists  somewhere,  and  nothing  serves 
to  illustrate  their  common  interest  in  throttling  Alaskan  industry 
as  the  co-operative  and  combined  work  of  their  Washington  lobby, 
whose  activities  are  paid  for  indirectly  by  the  Alaskan  shipper. 
'The  small  competing  lines  have  been  eliminated,'  says  Gov. 
Riggs,  and  he,  as  well  as  the  people  of  Alaska,  know  that  they 
were  eliminated  by  cooperative  action  on  the  part  of  the  major 
companies.  The  Alaska  Steamship  Co.  controls  all  ore  ship- 
ments from  Alaska,  for  the  reason  that  the  same  interests  that 
own  the  Alaska  Steamship  Co.  own  and  control  the  smelter 
at  Tacoma,  Wash.,  where  Alaskan  ores  are  treated." 

Without  mentioning  any  names,  Mr.  Sutherland  attacked 
the  alleged  "Alaskan  monopoly  lobby,"  as  follows: 

This  lobby  has  operated  here  in  Washington  for  many  years, 
and  although  composed  of  two  resident  members,  its  number  is 
always  promptly  augmented  by  additions  from  New  York,  Seattle, 
and  even  from  Alaska  when  the  S.  O.  S.  is  sent  out  requiring  their 
presence  to  prevent  remedial  legislation  for  Alaska  or  to  assist  in 
obtaining  special  legislation  for  the  benefit  of  the  monopoly.  The 
two  resident  members  are  always  on  the  Job  gumshoeing  around  the 
congressional  office  buildings  and  in  the  departments.  The  chief 
lobbyist,  when  appearing  before  committees,  introduces  himself  as 
an  "economist."  whose  interest  in  pending  legislation  is  "that  of  the 
public."  Sometimes  he  claims  to  represent  the  National  Merchant 
Marine  Association,  sometimes  he  announces  that  his  presence  before 
committees  is  "involuntary,"  sometimes  he  arranges  for  an  attache 
of  the  Shipping  Board  to  present  him  to  committees. 

That  there  is  something  about  his  work  as  paid  lobbyist  of  the 
Alaskan  transportation  monopoly  that  he  is  ashamed  of  Is  evidenced 
by  his  studied  efforts  to  prevent  his  real  status  of  paid  lobbyist  being 
known  by  members  of  Congress. 

He  occasionally,  when  pressed,  will  admit  that  he  holds  a  retainer 
from  the  Pacific  Steamship  Company,  but  Inasmuch  as  he  Is  work- 
ing for  their  combined  Interest  in  the  prevention  of  legislation  for  the 
benefit  of  Alaska,  it  is  safe  to  assume  that  he  is  employed  by  the 
combination. 

My  predecessor,  Mr.  Grigsby,  in  a  brief  presented  to  the  House 
conference  committee  on  the  merchant  marine  bill  in  1920,  described 
this  lobbyist  as  "one  who  appeared  before  the  Senate  Commerce 
Committee  as  the  avowed  representative  of  the  Pacific  Coast  Com- 
pany, and  who  up  until  recently  also  represented  the  Alaska  Steam- 
ship Company." 

Former  Delegate  Wickersham,  in  a  brief  on  Alaska  transortation 
filed  with  the  Shipping  Board,  describes  the  lobbyist  as  "pretending 
to  represent  the  Alaskan  fishing  interests,  but,  in  fact,  representing 
the  Alaskan  transportation  monopoly." 

That  this  fellow  imposes  himself  on  the  National  Merchant 
Marine  Association  as  well  as  on  officials  of  the  Shipping  Board  in 
order  to  enhance  his  standing  before  committees  of  Congress  there 
can  be  no  question,  for  I  assume  that  these  organizations  do  not 
intentionally  stand  as  sponsors  for  lobbyists  of  this  type.  The  people 
of  Alaska  are  today  paying  all  the  salaries  and  other  expenses  of  this 
Washington  lobby  in  the  freight  rates  that  are  extorted  from  them. 
In  other  words,  when  the  Alaskan  shiper  is  compelled  by  the  mon- 
opoly to  pay  double  the  rate  that  is  paid  for  a  haul  of  equal  distance 
on  the  Pacific  coast  a  considerable  part  of  this  tribute  money  is  used 
in  paying  the  lobbyists  for  their  prevention  of  measures  in  Congress 
that  might  bring  relief  to  the  territory.  Was  there  ever  on  earth  a 
monopoly  that  used  more  unscrupulous  means  to  maintain  its  strangle 
hold  on  the  public?  Was  there  ever  a  people  on  earth  exploited  as 
as  the  people  of  Alaska  are  exploited  by  this  monopoly? 

Senator  Cummins  and  Mr.  McFadden.  knowing  of  Alaskan  con- 
ditions through  correspondence  with  friends  in  Alaska  in  whom  they 
have  absolute  confidence,  have  introduced  practical  measures  for  the 
benefit  of  the  territory.  These  bills  provide  that  a  few  of  the  gov- 
ernment-owned ships  now  rusting  at  their  moorings  may  be  placed 
on  a  direct  route  between  Pacific  ports  and  Seward,  the  terminal  port 
of  the  new  government-owned  railroad  in  Alaska.  These  bills  are 
being  most  viciously  opposed  by  the  Washington  lobby  of  the 
monopoly. 

The  passage  of  the  Cummins  or  McFadden  bills  would  not  cause 
interference  with  the  traffic  of  the  monopoly  only  to  the  extent  of 
carrying  the  freight  destined  for  interior  Alaska  over  the  government 
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railroad  and  to  points  intermediate,  but  the  monopoly,  through  its 
lobby  says  no.  If  th.-  new  railroad  is  to  carry  freight  on  a  weight 
basis  the  government  is  going  to  get  the  same  deal  In  the  matter 
of  water  rates  that  the  coast  shippers  are  now  getting  under  the 
fraudulent  weight  or  measurement  scheme  of  the  water  transporta- 
tion comp.i 

RAILROAD-STEAMSHIP  CONTRACTS 

Ttu  Trtfe  Wtrld  Washington  Buna* 

Having  received  a  number  of  protests  from  the  port  of 
Seattle  against  abrogation  of  the  contracts  which  the  Great 
Northern  and  the  Chicago,  Milwaukee  ft  St.  Paul  have  with  Jap- 
anese lines  and  under  which  considerable  tonnage  moves  in  and 
out  of  Seattle  each  year.  Chairman  Lasker  of  the  Shipping 
Board  has  concluded  that  before  any  action  Is  taken  by  the 
board,  an  opportunity  should  be  afforded  the  protestants  and  the 
railroads  to  be  heard.  The  board  has  fixed  the  date  of  the  hear- 
ing February  2  and  has  Invited  Chairman  McCbord  of  the  In- 
terstate Commerce  Commission  to  hmve  the  Commission  repre- 
sented at  the  hearing. 

The  port  of  Seattle  has  made  quite  an  Issue  of  the  matter 
and  the  newspapers  of  that  city  have  charged  in  effect  that  the 
board  is  trying  to  ruin  that  port  by  compelling  abrogation  of  the 
contracts  and  making  possible  diversion  of  the  tonnage  to  Ca- 
nadian ports  and  Canadian  railroads.  Chairman  linker  has  dis- 
claimed any  intention  or  desire  on  the  part  of  the  board  to 
"ruin"  any  port.  He  entertains  the  belief,  however,  that  some 
scheme  may  be  worked  out  whereby  the  tonnage  can  be  shifted 
to  American  flag  ships  without  Injury  to  the  port  of  Seattle. 

Apparently  there  Is  some  doubt  as  to  whether  the  board 
could  enter  a  valid  order  compelling  the  transcontinental  lines 
Involved  to  cancel  the  contracts  or  agreements.  Whatever 
power  It  has  along  that  line  would  be  obtained  under  the  Ship- 
ping Act  of  1916.  It  Is  conceded  by  those  who  have  studied  the 
provisions  of  the  act  that  the  board  has  Jurisdiction  over  the  rail- 
roads if  It  can  be  held  that  they  come  within  the  definition  In  the 
act  of  "other  person  subject  to  this  act."  which  Is  defined  as 
meaning  "any  person  not  Included  In  the  term  'common  carrier 
by  water,'  carrying  on  the  business  of  forwarding  or  furnishing 
wharfage,  dock,  warehouse,  or  other  terminal  facilities  In  con- 
on  with  a  common  carrier  by  wa 

Section  15  of  the  shipping  act  requires  that  all  agreements 
between  "every  common  carrier  by  water,  or  other  person  sub- 
to  this  act."  shall  be  filed  with  the  board,  which,  under  the 
section,  has  authority  to  "disapprove,  cancel  or  modify  any 
agreement,  or  any  modification  or  cancellation  Thereof,  whether 
or  not  previously  approved  by  It,  that  It  finds  to  be  unjustly  dis 
.inatory  or  unfair  as  between  carriers,  shippers,  exporters. 
Importers,  or  ports  from  the  United  States  and  their  foreign  com- 
petitors, or  to  operate  to  the  detriment  of  the  commerce  of  the 
I'nlted  States,  or  to  be  In  violation  of  this  act.  and  shall  approve 
all  other  agreements,  modifications  or  cancellations." 

The  joint  committee  of  the  Commission  and  the  Shipping 
Board  has  held  several  conference*  recently  with  reference  to 
racts  which  railroads  have  with  steamship  companies 
and  provisions  of  the  merchant  marine  act  which  require  co- 
operation between  the  two  bodies.  Section  28  of  the  act.  which 
the  Commission  criticised  In  Its  annual  report  to  Congress,  Is 
under  consideration  by  the  committee.  No  conclusions  have  been 
reached  by  the  committee.  It  is  understood. 


CLAIM  AGAINST  SHIPPING  BOARD 

Tkt  Tnfc   World    Wellington  Burton 

Kdward  N.  Hurley,  of  Chicago,  former  chairman  of  the 
Shipping  Board,  before  the  claims  commission  of  that  body, 
January  5.  testified  In  the  hearing  of  the  Tampa  Dock  Com- 
pany against  the  Emergency  Fleet  Corporation.  This  Is  a  test 
case  Involving  approximately  $6,000.000  In  amortisation  claims 
made  By  wooden  shipbuilders  against  the  government. 

The  wood  shipbuilders  have  claimed  that  at  a  meeting  held 

in   Philadelphia.  June.  1918.  Mr.   Hurley  predicted  that  the  war 

would  last  three  to  five  yean  and  promised  them  that  they  would 

get  contract*  for  wood  sbips  which  would  reimburse  them  for 

Investment   In   the  yards. 

Mr.  Hurley  on  the  stand  denied  that  he  had  made  any 
predictions  as  to  the  length  of  the  war  or  that  he  had  made 
any  promises  such  as  claimed  by  the  wood  shipbuilders.  He 
stated  that  he  told  them  the  government  would  treat  them 
fairly  in  any  readjustment  of  their  contracts  that  might  be 
necessary  but  that  be  had  no  idea  of  committing  the  government 
to  any  obligations  that  were  not  set  forth  In  the  written  con- 
tracts. 


PURCHASE  OF  PASSENGER  STEAMERS 
The  American  Ship  *  Commerce  Corporation,  of  which 
W.  A.  Harrtman  Is  chairman,  announces  that  the  passenger 
steamers.  Brabantla  and  Limburgla.  of  20.000  gross  tons  each, 
have  been  purchased  from  the  Royal  Holland  Lloyd  Line.  It 
In  planned  that  these  Teasels  will  be  transferred  to  the  Ameri- 
can flag  at  onrf  and  that  they  will  be  placed  In  operation  In 


the   north   Atlantic.     The  names   will   be   changed  and   the  new 
names  announced  later. 

The  Brabantia  and  Limburgia  were  built  in  Germany,  origi- 
nally to  the  order  of  the  Hamburg-American  Line.  They  were 
in  the  course  of  construction  when  the  war  broke  out.  Work 
on  them  was  suspended  for  a  time  and  they  were  not  com- 
pleted until  1920.  Before  the  ships  were  finished  they  were 
sold  to  the  Royal  Holland  Lloyd,  under  whose  flag  they  first 
went  Into  service. 


TO  BOOST  MERCHANT  MARINE 

Tilt   Tragic   World   Washington  Bureau 

\\~  J.  I.ove,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, announced  that,  in  order  to  stimulate  Interests  throughout 
the  South,  particularly  among  the  Gulf  shippers,  Capt.  W.  H.  Stay- 
ton,  of  Baltimore,  and  Malcolm  Stewart,  of  Cincinnati,  will  make 
a  tour  of  the  principal  cities  of  Louisiana,  Arkansas,  Texas,  and 
Tennessee.  They  will  begin  their  campaign  at  New  Orleans,  Jan- 
uary 25-26.  and  will  speak  on  the  development  and  requirements 
of  the  American  merchant  marine,  as  well  as  the  development  of 
Southern  ports  for  the  betterment  of  the  movement  of  all  manu- 
factured and  raw  commodities  through  the  Gulf  gateway.  The 
remainder  of  their  itinerary  is  as  follows:  Houston,  Texas, 
January,  27;  Galveston.  January  28;  San  Antonio,  January  30; 
Forth  Worth.  January  31:  Dallas,  February  1;  Little  Rock,  Feb- 
ruary 2:  and  Memphis,  February  3. 

Tapt.  Stayton  is  a  member  of  the  executive  committee  of 
the  National  Merchant  Marine  Association;  he  is  also  president 
of  the  Baltimore  Steamship  Company. 

Mr.  Stewart,  in  addition  to  being  chairman  of  the  Middle 

i  Mercantile  Marine  Committee,  Is  also  manager  of  the 
foreign  trade  bureau  of  the  Cincinnati  Chamber  of  Commerce. 

Both  of  the  speakers  have  been  prominently  identified  with 
ilit-  upbuilding  of  the  American  merchant  marine,  and  their  tour 
has  the  endorsement  of  the  United  States  Shipping  Board  and 
the  i  tti-s  Shipping  Board  Emergency  Fleet  Corporation. 


ST.  LAWRENCE  CANAL  BILL 

Tkt  Tragic  World  Washington  Bttriau 

Representative  Chalmers  of  Ohio  haa  introduced  a  bill 
authorizing  Improvement  of  th.-  \\vil:md  Canal  and  the  St.  Law- 
rence River  to  permit  ocean-going  vessels  to  pass  from  the 
Great  Ijiken  to  the  Atlantic  Ocean  via  the  St.  Lawrence,  the 
I'nlted  States  and  the  Canadian  government  to  bear  equally 
the  cost  of  the  j»r<.j.---t.  Mr.  Chalmers  believes  the  cost  should 
!*>  met  by  a  bond  Issue  guaranteed  by  both  governments.  The 
report  of  Hi.  International  Joint  Commission  recommending  the 
project,  Mr.  Chalmers  said,  proposes  that  the  division  of  the  cost 
be  ascertained  on  the  baste  of  known  traffic  for  the  last  five 
years.  He  believes  that  the  50-60  basis  he  recommends  would  be 
the  best  way  to  allocate  the  costs. 

Th«*  International  Joint  Commission  has  approved  the  pro- 
posed development  of  a  waterway  for  ocean-going  vessels,  from 
the  Groat  Lakes  to  the  Atlantic  via  the  St.  Lawrence,  in  a  report 
•litted  to  the  Department  of  State.    The  report  will  be  made 
public  when  It  la  submitted  by  the  Department  to  Congress. 

WAGES  OF  SHIP  EMPLOYES 

T*t   Traffic   World   Washington  Burtau 

Wages  of  deck  officers,  engineers,  seamen,  and  other  ship 
employes  will  be  cut  substantially  the  first  part  of  February 
-tPfflpfo  Emergency  Fleet  Corporation.  Notice  that  new  wages 
will  be  made  effective  In  30  days  has  been  sent  by  President 
Powell.  The  reductions  will  be  approximately  the  same  « 
those  proposed  by  private  operators,  ranging  from  15  to  33 
per  cent. 

The  private  operators  have  proposed  wage  cuts  varying 
from  $25  to  $35  a  month  for  deck  and  engineer  officers.  Able 
seamen  now  get  $72.50  a  month  and  It  Is  proposed  to  cut  the 
wage  to  $47.50.  Quartermasters  get  $75  and  It  is  proposed  to 
cut  that  to  $52.50;  firemen  from  $75  to  $50  and  messboys  from 
$55  to  $30. 

"\Ve  hope  to  make  quite  a  reduction  in  proportion'  with 
the  reduced  cost  of  living,"  said  President  Powell. 

The  reductions  will  be  opposed  by  the  marine  labor  organi- 
zations. W.  8.  Brown,  president  of  the  National  Marine  Engi- 
neers' Benevolent  Association,  said  the  position  of  his  organi- 
zation was  that  further  reductions  In  wages  should  not  be 
made. 


COMPARATIVE  SHIP  PERFORMANCE 

Comparative  performance  of  American  and  foreign  ships 
In  the  Gulf  and  Caribbean  region  and  the  east  and  west  coasts 
of  South  America  Is  given  by  E.  S.  Gregg,  chief  of  the  trans- 
portation division  of  the  Department  of  Commerce,  as  follows: 

(Julf    ari'l  'i    region:      1'mler    this    heading    nro    Included 

the  north  coast  of  South  Amerlra,  Central  America,  West  Indies,  and 
Mexico.  Owing  to  the  heavy  Imports  of  oil  which,  from  January  to 
October,  1921.  Inclusive,  amounted  to  more  than  half  our  sea-borne 
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import*,  the  Gulf  and  Caribbean  region  ranks  first  In  volume  of 
trade  with  the  United  States.  This  traffic  Is  largely  a  one-way  affair 
accounting  for  less  than  10  per  cent  of  the  40,000,000  long  tons  of 
exports  for  the  first  10  months  of  1921  but  for  70  per  cent  of  the 
24.00000C ^°nsa0foimporu.  ^  hs  f  1921  between  the 

Gulf  and  Caribbean  region  and  the  Atlantic  Coast  of  the  United 
States.  American  ships  carried  74  per  cent;  between  this  region  and 
the  Gulf  Coast.  80  per  cent;  and  between  this  region  and  the  Pacific 
Coast.  61  per  cent.  The  relative  position  of  American  and  foreign 
shlpVin  the  Pacific  Coast  trade  with  this  region  showed  consider- 
able variation  from  month  to  month.  In  February  and  August  Ameri- 
can ships  carried  100  per  cent  of  the  exports;  in  July  only  6  per 

:eDt6ctober  was  the  only  month  in  which  American  ships  carried 
less  than  half  of  the  imports.  There  Is  no  well-marked  indication 
that  American  ships  are  either  increasing  or  decreasing  their  hold 
on  the  trade  of  this  region,  although  the  percentages  for  the  last 
five  months  are  somewhat  lower  than  those  for  the  first  flve 

""""East  Coast  of  South  America:  During  the  first  10  months  of  1921 
foreign  trade  of  the  United  States  with  the  east  coast  of  South 
America  constituted  about  5  per  cent  of  the  total.  Exports  to  this 
region  are  more  than  twice  as  large  as  imports. 

In  this  region  also  one  finds  that  foreign  ships  are  carrying  the 
bulk  of  the  cargo  to  and  from  the  United  States.  Particularly  is 
this  true  in  the  case  of  the  north  and  south  Atlantic  Coast  traffic  of 
which  71  per  cent  was  carried  by  foreign  ships.  .  Trade  between  the 
Gulf  Coast  ports  and  east  coast  of  South  America  was  divided  be- 
tween American  and  foreign  ships  on  37  and  63  per  cent  basis 
respectively.  The  small  amount  of  cargo  moving  between  Pacific  ports 
and  the  east  coast  of  South  America  was  all  carried  in  American 
vessels.  ^  whole  the  snare  ot  the  American  ships  in  the  trade  be- 
tween the  United  States  and  the  east  coast  of  South  America  shows 
a  downward  tendency  in  spite  of  considerable  irregularity  from 

°nwest°  Coast  of  SouA  America:  The  total  volume  of  trade  of 
the  United  States  with  the  west  coast  of  South  America  for  the 
first  10  months  of  1921  was  slightly  in  excess  of  1,000,000  long 
tons,  or  less  than  2  per  cent  of  our  total  volume  of  imports  and 

CXP  American  ships  make'  a  better  showing  on  these  routes,  carrying 
52  per  cent  of  the  cargo  moving  between  our  Atlantic  coast  and  the 
west  coast  of  South  America,  69  per  cent  of  our  Gulf  coast,  and 
54  per  cent  for  our  Pacific  coast. 

FOREIGN  SHIPPING  COMPETITION 

The  Traffic  World  Washington  Bureau 

The  problem  of  the  American  merchant  marine,  with  re- 
gard to  foreign  competition,  will  not  be  taken  up  at  the  confer- 
ence on  limitation  of  armament.  The  suggestion  that  this  be 
done  was  made  to  President  Harding  by  Homer  Ferguson,  presi- 
dent of  the  Council  of  American  Shipbuilders,  but  the  suggestion, 
it  was  learned  at  the  White  House,  did  not  meet  with  the  ap- 
proval of  the  President  A  conference  with  Great  Britain  may 
be  arranged  later.  The  President  does  look  with  favor  on  a  con- 
ference of  the  leading  maritime  powers  with  respect  to  the  mer- 
chant marine  problems  of  the  nations. 

Mr.  Ferguson,  it  is  understood,  holds  the  belief  that  much 
could  be  accomplished  through  a  conference  with  Great  Britain 
and  that  an  agreement  might  be  reached  for  a  division  of  traffic. 
Officials  of  the  Shipping  Board  view  the  situation  in  a  similar 
light,  but  Chairman  Lasker  says  American  flag  ships  would  have 
to  have  a  subsidy,  even  though  such  an  agreement  might  be 
reached,  because  of  the  difference  in  cost  of  operating  an  Amer- 
ican vessel  and  a  British  vessel. 


MONEY  FOR  SHIPPING  BOARD 

The  Traffic  World  Washington  Bureau 

A  complete,  "understandable"  statement  of  the  financial 
condition  of  the  Shipping  Board  and  of  the  amount  of  money 
needed  by  It  for  the  ensuing  fiscal  year  will  be  made  available 
when  the  House  appropriations  committee  reports  the  bill  car- 
rying appropriations  for  the  board  and  Emergency  Fleet  Cor- 
poration, according  to  Chairman  Lasker. 

Officials  of  the  board  and  of  the  corporation  have  sub- 
mitted detailed  Information  to  the  committee  in  executive  ses- 
sion and  the  testimony,  as  usual,  will  be  made  public  when 
the  bill  is  reported.  This  testimony,  Mr.  Lasker  said,  will  cover 
the  situation  completely. 

The  board  is  asking  for  $50,000,000  for  the  emergency  ship- 
ping fund,  $50,000,000  for  claims,  and  authority  to  expend  what 
is  left  of  $55,000,000  of  receipts  from  operations  and  sales  of 
property.  The  latter  item  refers  to  an  authorization  of  Con- 
gress permitting  the  board  to  expend  up  to  $55,000,000  from 
receipts  and  the  board  is  asking  that  this  be  continued.  The 
board  also  has  asked  for  a  deficiency  appropriation  of  $12,000,- 
000  for  the  current  year  to-  complete  construction  of  ships. 
That  amount  will  enable  the  board  to  wind  up  the  war-time 
shipbuilding  program,  officials  estimate. 

If  these  requests  are  granted,  Mr.  Lasker  said,  the  board 
will  be  able  to  meet  its  indebtedness,  aside  from  claims  pend- 
ing in  the  courts.  After  that,  he  said,  the  board,  through  liqui- 
dation of  the  Emergency  Fleet  Corporation  property,  will  be 
able  to  turn  substantial  sums  into  the  public  treasury  and 
appropriations  will  not  be  required. 


PACIFIC  COAST  SHIP  COMPANY 

A  meeting  will  be  held  in  San  Francisco  January  19  for 
the  purpose  of  considering  the  proposal  for  the  organization 


of  a  company  to  take  over  the  cargo-passenger  vessels  owned 
by  the  Shipping  Board  which  are  being  operated  out  of  Pacific 
coast  ports.  Representatives  of  the  commercial  organizations 
of  the  principal  coast  cities  will  participate  in  the  conference. 
The  proposal  to  organize  such  a  company  has  the  approval  of 
President  Harding  and  of  Chairman  Lasker,  of  the  Shipping 
Board. 

WATERWAYS  AND  HARBORS 

The  National  Rivers  and  Harbors  Congress  has  issued  the 
following  statement: 

The  first  week  In  March  is  to  be  "Water  Transportation  Week"  in 
Washington,  with  addresses  by  distinguished  speakers,  and  dis- 
cussions of  questions  relating  to  navigation  both  upon  inland  water- 
ways and  the  high  seas. 

On  Wednesday  and  Thursday,  March  1  and  2,  the  seventeenth 
convention  of  the  National  Rivers  and  Harbors  Congress  will  be 
held  in  New  Willard  Hotel.  This  convention  was  postponed  from  the 
regular  time  in  December  because  of  the  conference  on  the  limita- 
tion of  armament. 

On  the  two  following  days,  Friday  and  Saturday,  March  3  and  4, 
the  National  Merchant  Marine  Association  will  hold  its  annual  con- 
There  is  an  increasing  number  of  people  in  the  United  States 
who  are  interested  both  in  the  improvement  and  use  of  our  water- 
ways and  harbors  and  in  the  maintenance  and  development  of  an 
American  merchant  marine.  This  arrangement  will  enable  them  to 
cover  both  conventions  with  a  single  journey  to  Washington. 

RATES  ON  EXPORT  COAL 

The  Traffic  World  Washington  Bureau 

Eastern  railroads  will  not  reduce  rates  on  coal  for  export, 
either  one  dollar  a  ton  or  any  other  figure.  They  have  written 
a  letter  to  that  effect  to  the  Commission  and  to  Secretary  Hoover, 
R.  H.  Collyer  having  been  deputed  by  them  to  give  notice  that 
they  will  not  recede  from  the  position  they  had  taken  prior  to 
the  conference  between  them  and  the  operators  in  the  hearing 
room  of  the  Commission,  which  was  attended  by  representatives 
of  the  Commission,  Secretary  Hoover,  and  the  Shipping  Board, 
about  the  middle  of  December.  Mr.  Collyer  said  the  executives 
had  given  careful  consideration  to  the  further  representations 
made  by  the  operators  and  Secretary  Hoover  as  to  the  desira- 
bility, if  not  necessity,  for  such  reductions,  based  on  the  major 
assumption  that  the  American  operators,  if  they  desired  to  retain 
their  markets,  would  have  to  reduce  their  prices  to  a  point  where 
they  could  meet  the  competition  of  the  British. 

Under  the  practice  of  the  Commission  that  ends  the  matter. 
It  has  never  assumed  that  it  had  power  to  require  the  carriers  to 
make  lower  rates  for  export  traffic  than  for  any  other  kind.  Its 
jurisdiction  over  export  and  import  rates,  according  to  the  pre- 
vailing view,  is  limited  to  the  elimination  or  prevention  of  unjust 
discrimination. 

West  Virginia  coal  operators  had  not  given  up  hope  of  ob- 
taining a  reduction  in  the  rates  on  bituminous  coal  for  export  and 
will  urge  the  railroads  to  reduce  the  rates  $1  a  ton,  as  was  rec- 
ommended at  the  recent  conference  held  at  the  Commission.  The 
coal  operators,  through  their  executive  committee,  this  week 
adopted  a  resolution  urging  that  the  reduction  be  made. 

EXPORTATION  OF  COAL 

The  House  committee  on  interstate  and  foreign  commerce 
has  made  a  favorable  report  to  the  House  on  Senate  Joint  Reso- 
lution 124,  with  an  amendment,  which  authorizes  the  President, 
by  executive  order,  to  prohibit  exportation  of  arms  and  muni- 
tions of  war.  The  resolution,  as  amended,  repeals  Senate  Joint 
Resolution  89,  approved  March  14,  1912,  which  amended  the 
joint  resolution  to  prohibit  the  export  of  coal  and  other  ma- 
terial used  in  war  from  any  seaport  of  the  United  States,  which 
was  approved  April  22,  1898.  As  reported  by  the  committee  the 
proposed  resolution  makes  no  mention  of  coal. 

SUSPENSION    OF  COAL  TARIFFS 

"The  article  appearing  on  page  1380  of  The  Traffic  World  for 
December  31,  under  the  caption  'Coal  Tariffs  Suspended,'  is 
likely  to  leave  some  unwarranted  and  unjust  impressions,  which 
I  am  sure  were  altogether  foreign  to  your  intentions,"  said  J.  M. 
Dewberry,  general  coal  and  coke  agent  of  the  L.  &  N.  Railroad. 
"The  Louisville  &  Nashville  did  not  object  to  or  obstruct  in  any 
way  the  proposed  reduction  in  rates  from  C.  &  O.  mines  to  St. 
Louis  and  intermediate  points,  and  had  no  part  whatever  in 
bringing  about  the  suspension  thereof  under  I.  &  S.  1460.  In 
fact,  it  did  more  than  to  revise  its  rates  to  intermediate  points 
along  the  Southern  Railway  so  as  to  bring  them  as  near  as  the 
long-established  basis  would  permit  to  the  new  figures  promul- 
gated by  the  C.  &  O. 

PETITIONS   FOR   REHEARING,   ETC. 

The  Director-General  has  asked  for  a  rehearing  in  No.  11432, 
George  A.  Fuller  Co.  vs.  Director-General,  on  the  question  of  the 
payment  and  bearing  of  the  freight  charges. 

Complainant  in  No.  9355,  John  Morrell  &  Company  vs.  C.  B. 
&  Q.  et  al.,  has  asked  for  a  modification  of  the  Commission's 
decision  or  for  a  rehearing  or  further  hearing. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


AGAINST  PERCENTAGE  DECREASE 

Editor  Tbe  Traffic  World: 

Referring  to  your  editorial  in  the  January  7  issue  regarding 
the  position  of  the  Traffic  League  concerning  the  present  general 
rate  inquiry:  I  cannot  subscribe  to  the  League's  stand  that 
"the  reduction  should  be  made  in  same  manner  that  advances 
were  made,  namely,  upon  a  percentage  basis"  (Ex  Parte  74). 
We  are  talking  about  freight  rates  as  a  whole.  We  are  dealing 
with  the  level  of  those  rates  as  they  exist  today.  Some  may 
not  be  unreasonably  high.  Others,  we  know,  are.  Jiasic  com- 
modities and  "descriptions  of  traffic"  should  receive  such  treat- 
ment as  the  merits  in  each  case  determine.  The  rates  on  coal, 
we  may  say,  should  not  be  treated  the  same  as  the  rates  on 
agricultural  Implements,  although  everyone  knows  that  what- 
ever the  farmer  has  to  buy  should  be  within  his  reach,  both  as 
to  price  and  transportation  cost,  the  same  as  a  lot  of  other 
commodities  used  by  other  industries. 

You  state:  "We  are  now  more  than  ever  in  a  time  when 
it  is  not  so  much  merit  as  influence  that  counts."  That  smacks 
of  your  so-called  political  rate-making  which  you  have  con- 
sistently and  properly  been  against.  Left  to  themselves,  the 
railroads  will  readjust  various  rates  In  view  of  increasing 
betterment  in  their  financial  condition,  and  I  may  remark  that 
merit  in  a  given  case  or  in  all  cases  should  stand  a  test  of 
justice  and  fairness  not  only  to  the  shipper  Interested  but  the 
carrier  as  well. 

Influence  pat  section  16-*  into  the  Escb-Cummlns  bill,  but 
what  merit  it  may  have  has  failed  to  make  a  hit  with  the  fellow 
who  is  paying  the  freight,  and  shippers  will  not  have  to  work 
their  influence  overtime  to  secure  a  removal  of  that  section  from 
the  act.  "Adequate"  railroad  revenue  Is  as  much  of  a  conun- 
drum to  the  average  manufacturer  as  his  own.  Let  it  go  at 
that.  He  will  no  doubt  be  elated  If  his  gross  receipts  show 
Increases.  He  does  not  ask  for  a  law  of  the  land  to  exact  a 
stipulated  annual  net  return.  His  salesmen  must  argue  a  meri- 
torious proposition  or  lie  down.  Influence  and  order-takers  are 
by  no  means  In  the  front  rank. 

L.  R.  Martin.  Traffic  Manager, 
Oliver  Chilled  Plow  Works. 

South  Brad,  Ind  .  Jan.  9,  1922. 


TWO  YEAR  LIMITATION  CLAUSE 

<r  Tbe  Traffic  World: 

Referring  to  article  appearing  In  the  December  24  edition  of 
your  publication,  relative  to  the  two-year  limitation  clause  In 
the  uniform  bill  of  lading,  the  writer  and  Mr.  Walter  E.  Mc- 
Cornack  Instituted  the  proceeding  known  as  the  Decker  case. 
In  that  case  Mr.  McCornack.  in  his  brief,  pointed  out  that.  In- 
asmuch as  the  claims  on  which  we  wished  to  get  action  were 
more  than  two  years  old,  the  Commission  would  not  have  juris- 
diction over  these  particular  items,  but  that  we  were  clearing 
the  way  for  court  action,  and  after  the  Commission  handed 
down  Its  decision  in  this  case  we  felt  that  the  way  had  been 
cleared,  and  fully  expected  to  take  the  case  into  court  for  a 
final  decision,  but  the  action  of  the  carriers  in  paying  the  claims 
after  the  Commission's  decision  made  It  unnecessary  to  carry 
the  case  further.  The  premises  we  expected  to  take  before  the 


(1)  That  the  condition*  of  the  original  bill  or  lading;  were  filed  In 
UM  carrier*1  tariff*,  and  were  a  part  of  the  rate,  and  that  the  Inter- 
pretation of  the  condition*  of  UM  bill  of  lading  wa*  a  tariff  matter, 
and  subject  to  OM  interstate  commerce  act ' 

(1)  That  any  modification  in  the  term*  of  the  bill  of  ladlnc  to  one 
ahlpprr.  and  the  aame  modification  not  riven  to  another  ihlpper.  would 
have  the  tendency  to  five  more  valuable  *ervlce  for  the  same  rate  to 
one  shipper  than  another; 

(1)  That  •  wo  year  limitation  clau*e  a*  Interpreted  by  the 

Commltsion  In  the  D«cker  ca*e  permit*  the  carrier*  to  pay  shipper* 
after  the  two  year  limit  ha*  been  reached,  at  It*  discretion.  It  1*  In 
violation  of  UM  Interstate  commerce  act.  and  I*  null  and  void. 

In  support  of  the  above  we  have  the  Commission's  decision, 
page  V>2.  I.  C.  C.  <4,  where  the  Commission  said  that  the  con- 
ns of  the  bill  of  lading  were  a  part  of  the  rate:  also  rule  1, 
section  1,  of  the  Consolidated  Classification,  which  same  provi- 
sion was  In  the  classifications  of  1918  and  1919,  providing  for 
a  charge  of  10  P«T  cent  higher  than  the  tariff  rates  when  ship- 
ments are  not  subject  to  the  conditions  of  the  uniform  bill  of 
lading.  This  Is  an  admission  on  the  carriers'  part  that  the  con- 
ditions of  the  bill  of  lading  determine  the  value  of  the  service 
to  the  shipper. 


As  to  the  courts'  view  of  discrimination  under  the  inter- 
state commerce  act  we  quote  the  following  (Phillips  vs.  Grand 
Trunk,  236  U.  S.  662): 

The  prohibition*  of  the  statute  against  unjust  discrimination  relate 
not  only  to  inequality  of  charges  and  inequality  of  facilities,  but  also 
to  the  giving  of  preference  by  mean*  of  consent  Judgments  or  the 
waiver  of  defense  open  to  the  carrier.  A  different  view  would  antago- 
nize the  plain  policy  of  the  act,  and  open  the  door  to  very  abuse  at 
which  the  act  was  aimed. 

G.  F.  ft  A.  vs.  Bllsh  Co.,  241  U.  8.  190: 

To  permit  a  railroad  company  to  plead  the  statute  of  limitations 
a*  against  some  and  to  waive  It  as  against  others  would  be  to  prefer 
some  and  discriminate  against  others.  In  violation  of  the  terms  of  the 
commerce  act,  which  forbids  all  device*  by  which  such  result*  may  be 
accomplished. 

If  the  two-year  limitation  clause  is  in  violation  of  the  inter- 
state commerce  act.  the  Commission  could  not  make  it  lawful 
by  approving  of  it;  therefore,  it  is  null  and  void.  Under  the 
decisions  of  the  federal  court,  as  quoted  above,  It  Is  unlawful  to 
discriminate  in  any  manner  whatsoever,  and,  in  our  opinion,  the 
mere  fact  that  the  carrier,  although  it  were  permitted  to  pay, 
had  not  paid  any  claims  for  two  years,  and  make  this  a  strict 
policy,  would  not  be  sufficient  to  make  lawful  this  rule,  because 
the  carrier  might  at  any  time,  at  Its  own  discretion,  deviate 
from  this  fixed  policy,  and  thus  discriminate  against  a  shipper 
to  whom  the  court  had  previously  denied  relief.  Therefore,  it 
is  apparent  to  us  that  if  a  carrier  may  pay  claims  after  two 
years,  it  must  pay  all  claims,  to  prevent  the  possibility  of 
discrimination. 

It  is  unfortunate  that  the  shippers  are  not  organized  to  fight 
loss  and  damage  cases  to  the  same  degree  that  they  fight  rate 
cases.  Should  a  shipper  happen  to  take  the  wrong  premises  in 
a  case,  or  overlook  important  matters,  and  thus  get  an  adverse 
decision  based  on  the  wrong  premises  or  Insufficient  evidence, 
it  affects  all  other  shippers  adversely.  In  the  big  cases  before 
the  Commission,  which  affect  the  shippers  as  a  whole,  prac- 
tically all  shippers  are  represented  in  some  manner  or  other, 
and  thus  all  sides  and  angles  of  the  case  are  brought  out,  so 
that  when  a  decision  is  rendered  there  usually  Is  nothing  more 
to  be  said  on  the  matter. 

There  are  today  a  number  of  decisions  which  the  railroad 
companies  consider  as  binding,  on  certain  classes  of  loss  and 
damage  claims,  and  which  the  writer  believes  have  been  de- 
cided on  the  wrong  premises,  and  the  carriers  are  holding  thou- 
sands of  dollars  which  in  reality  belong  to  the  shippers. 

Traffic  Bureau  of  Pueblo  Commerce  Club. 
By  R.  L.  Ellis,  Mgr. 

Pueblo,  Colo.,  Jan.  7,  1922. 


MISQUOTATION  OF  RATES 

or  The  Traffic  World: 

I  have  noted  a  number  of  articles  printed  In  recent  issues 
of  The  Traffic  World  under  the  heading,  "Misquotation  of  Rates." 

I  think  Mr.  H.  L.  Hart,  In  bis  article  printed  in  your  Issue 
of  December  24,  Is  headed  in  the  right  direction,  but  I  would 
make  It  a  little  stronger.  I  would  say  where  a  carrier  Is  found 
guilty  of  misquoting  a  rate  that  has  not  caused  the  party  re- 
ceiving the  erroneous  quotation  to  suffer  a  loss  it  should  be  fined 
a  sum  of  $25  to  $50,  the  amount  to  be  divided  between  the 
United  States  government  and  the  party  receiving  the  erroneous 
quotation.  In  any  case  where  a  party  receiving  erroneous 
quotation  from  the  railroad  lines  or  any  carrier  subject  to  the 
act  to  regulate  commerce  has  suffered  a  loss,  this  loss  should 
be  made  good  to  such  party  In  addition  to  the  fine  as  provided 
above.  Such  a  law  would  tend  to  Increase  efficiency  In  the  rate 
department  of  many  of  our  carriers. 

Geo.  W.  Collins, 
The  Peters  Cartridge  Co. 

Cincinnati,  O.,  Jan.  6,  1922. 


COLOR  SCHEME  OF  WAYBILLS 

Editor  The  Traffic  World: 

U  has  been  a  question  in  the  mind  of  the  writer  ever  since 
the  express  carrlors  were  required  to  undertake  the  Inauguration 
of  a  color  scheme  for  prepaid  and  collect  shipments,  as  to  why 
freight  carriers  were  not  required  to  use  the  same  measure  In 
distinguishing  between  collect,  prepaid,  and  order-notify  bills  of 
lading. 
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It  appears  to  me  that  the  additional  cost  would  be  many 
times  overbalanced  by  the  resulting  dimlnishment  of  overcharge 
claims  carriers  are  required  to  handle.  I  am  advised  that  ship- 
pers all  over  the  country  are  having  dally  difficulties  and  enor- 
mous amounts  of  additional  work,  due  to  double  collection  of 
charges. 

Billing  clerks  at  rebilling  stations  are  ofttimes  negligent 
in  properly  rebilling  and  the  shipper  or  consignee  consequently 
suffers.  We  believe  that  different  colored  waybills  would  ma- 
terially reduce  the  trouble  and  eliminate  the  cause.  The  matter 
of  double  collection  of  charges  is  no  minor  affair,  as  it  is  a 
great  source  of  annoyance  to  both  shipper  and  carrier,  and  we 
believe  definite  steps  should  be  taken  to  alleviate  conditions 
causing  it. 

A  great  deal  has  been  said  in  the  last  year  on  this  par- 
ticular matter,  but  little  action  appears  to  have  been  aroused. 
It  seems  that  from  the  annoyances  being  caused,  something 
should  be  done  to  change  the  condition,  and  we  believe  the  color 
scheme  to  be  the  cure.  Probably  your  readers  might  have 
something  to  offer  on  the  subject.  A  discussion  through  your 
columns  might  be  effective. 

C.  K.  Smaltz,  Traffic  Manager, 
The  Mansfield  Tire  &  Rubber  Co. 

Mansfield,  O.,  Jan.  5,  1922. 

GOOD  RAILROAD  SERVICE 

Editor  The  Traffic  WoVhi: 

I  have  been  following  with  a  great  deal  of  interest  the  vari- 
ous articles  in  your  publication  relative  to  good  service  accorded 
specific  shipments,  and  wish  to  add  my  remarks. 

As  the  shipping  public  is  not  prone  to  delay  any  criticism, 
for  which  it  may  have  just  reasons,  on  account  o£  serious  delay 
to  any  shipment,  we  believe  one  good  turn  deserves  another 
and  that  carriers  should  be  given  proper  appreciation  of  any 
exceptional  cases  of  good  service. 

To  come  to  the  facts  of  the  case:  Car  49247-NP  was  for- 
warded from  Clayton,  N.  M.,  December  22,  1921,  routed  C.  &  S., 
Pueblo,  A.  T.  &  S.  F.,  and  arrived  at  5:30  a.  m.  on  December 
27  1921— or  a'  total  running  time  of  4%  days. 

The  total  distance  via  this  route  is  823.1  miles,  which  re- 
sults in  the  almost  unbelievable  daily  average  of  182.9  miles. 
When  this  is  compared  with  the  approximate  daily  average  of 
only  30  miles  during  federal  control,  we  believe  it  to  be  no  more 
than  fair  that  the  Santa  Fe  should  be  complimented  for  this 
performance. 

W.  S.  Traubel,  Traffic  Manager, 
The  Mangelsdorf  Seed  Co. 

Atchison,  Kan.,  Jan.  5,  1922. 

Editor  The  Traffic  World: 

We  have  read  with  interest  comments  under  the,  heading 
"Good  Service"  that  have  been  brought  out  by  Mr.  Simmons' 
letter  in  the  issue  of  December  10,  and  we  agree  with  him  that 
our  railroad  friends  are  entitled  to  our  boosts  as  well  as  our 
knocks. 

We  believe  there  is  another  item  besides  service  that  is 
equally  as  important  to  shippers,  and  by  that  we  refer  to  the 
payment  of  claims. 

We  have  noticed  a  great  improvement  in  the  promptness  of 
the  settlement  of  our  claims  since  the  roads  have  returned  to 
private  ownership,  and  we  make  special  mention  of  some  claims 
filed  against  the  Midland  Valley  Railroad  on  the  date  of  De- 
cember 27,  and  on  which  we  received  settlement  today,  taking 
ten  days  from  the  time  the  claim  was  filed  and  in  consideration 
of  the  New  Year  holidays.  We  believe  that  this  service  is 
worthy  of  mention. 

We  also  can  report  favorably  on  the  Missouri  Pacific  having 
received  a  remittance  on  a  claim  from  them  before  the  acknowl- 
edgment card  was  received. 

We  believe  that  shippers  appreciate  this  form  of  service. 

The  Jacob  Dold  Packing  Co., 
G.  R.  Graves,  Traffic  Department. 

Wichita,  Kan.,  Jan.  7,  1922. 

Editor  The  Traffic  World: 

A  series  of  letters  which  have  been  appearing  in  your  re- 
cent issues  are  certainly  interesting  and  no  doubt  there  is 
competition  now  among  certain  traffic  managers  to  outdo  the 
other  fellow  with  a  better  move.  We  would  like  to  submit  a 
movement  which  we  consider  is  about  as  good  as  is  possible 
to  make. 

We  bad  three  cars  of  flour  coming  from  northwestern  Can- 
ada via  Fort  William  and  the  Northern  Navigation  Company. 
The  cars  were  shipped  in  time  to  catch  a  certain  steamer  in 
New  York  and  were  booked  for  that  steamer  and,  therefore,  it 
was  necessary  to  get  them  through.  On  account  of  some  error 
in  the  billing  they  were  delayed  on  the  other  side  of  the  lakes 
BO  that  when  they  arrived  at  Sarnia  they  only  had  three  days 
to  make  the  steamer  here  in  New  York.  We  took  up  with  the 
Nortern  Navigation  Company  to  hurry  the  discharge  of  the 
cars,  which  they  did,  and  then  we  handled  with  the  Grand  Trunk 


Railroad,  who  promptly  ran  them  into  their  classification  yard 
and  on  to  their  train  number  486.  It  just  so  happened  that  the 
day  they  handled  these  three  cars  this  train  was  about  two 
hours  late  coming  over  from  Port  Huron,  but  the  cars  were 
placed  on  it  and  it  arrived  at  Suspension  Bridge  on  time,  mak- 
ing the  run  practically  on  passenger  train  schedule. 

At  Suspension  Bridge  the  cars  were  turned  over  to  New 
York  Central  Railroad  and  were  handled  from  that  point  into 
New  York  in  about  a  day  and  a  half.  The  big  feature  of  the 
movement  was  that  the  total  time  consumed  from  ship's  side 
at  Sarnia  to  ship's  side  at  New  York,  including  lighterage  down 
the  bay,  was  79  hours  and,  in  our  estimation,  is  about  the  quick- 
est movement  we  have  ever  experienced. 

We  have  had  other  frequent  quick  movements  via  the  Balti- 
more &  Ohio  Railroad,  on  whose  rails  we  are  located,  such  as 
an  overnight  movement  from  warehouses  in  Baltimore  to  our 
warehouses  here  in  New  York,  or  a  speedy  lighterage  delivery 
in  the  harbor  when  steamship  sailings  required  it. 

I  certainly  agree  with  Mr.  Simmons  and  others  that  we 
should  give  the  railroads  credit  when  credit  is  due  them. 

W.  P.  Tanner-Gross  &  Co.,  Inc., 
R.  M.  Frey,  Traffic  Manager. 

New  York,  N.  Y.,  Jan.   5,  1922. 


Editor  The  Traffic  World: 

I  have  read  with  considerable  interest  the  letters  published 
in  The  Traffic  World  relative  to  good  railroad  service,  and,  be- 
lieving that  credit  should  be  given  where  credit  is  due,  wish  to 
cite  the  following  instances,  which  I  consider  illustrations  of 
excellent  service: 

June  2,  1921,  we  forwarded  an  L.  C.  L.  shipment  from  our 
Trenton  works  weighing  1,550  pounds,  routed  via  P.  R.  R.,  C.  & 
N.  W.,  U.  P.,  Salt  Lake  Route,  destination  Los  Angeles,  Cal. 
I  immediately  got  in  communication  with  the  carriers  involved 
in  the  routing  and  requested  them  to  expedite  movement  all 
possible.  The  carriers  kept  us  constantly  advised  regarding  the 
movement  of  the  shipment  and  same  arrived  at  destination  June 
17.  Fifteen  days  from  coast  to  coast  on  a  small  shipment  such 
as  this  is  exceptionally  good  time. 

December  27,  1921,  we  forwarded  from  our  works  at  this 
place  a  shipment  weighing  10,650  pounds,  routed  via  P.  R.  R., 
Grand  Trunk,  destination  Burlington  Junction,  Ontario,  Canada. 
We  requested  carriers  to  follow  the  shipment  through  for  prompt 
movement  and  December  30  were  advised  by  our  Canadian 
representative  that  same  arrived  at  destination  late  in  the  after- 
noon of  December  29. 

The  above  illustrations,  to  my  mind,  about  constitute  a 
record  for  quick  transportation.  In  any  case,  they  are  examples 
of  excellent  service. 

Miles  Powell, 
De  Laval  Steam  Turbine  Co. 

Trenton,  N.  J.,  Jan.  10,  1922. 


SAND  AND  GRAVEL  RATES 

An  I.  and  S.  case,  in  which  the  cause  of  contention  was  the 
interpretation  of  the  tariff  which  those  under  suspension  were 
intended  to  supersede,  was  heard  before  Examiner  Keeler  in 
Chicago,  January  13.  The  case,  I.  and  S.  1464,  restriction  of 
sand  and  gravel  at  Chicago  when  originating  on  Wabash  Rail- 
way, involved  an  exception  in  Lowrey's  tariff  I.  C.  C.  51,  naming 
Wabash  tariff  I.  C.  C.  5134  as  covering  shipments  of  sand  and 
gravel  from  Wolcottville,  Ind.,  to  stations  within  the  Chicago  dis- 
trict. The  rates  proposed  in  this  tariff  were  98  cents  a  ton  for  local 
delivery,  $1.26  for  delivery  to  industries  on  connecting  lines,  and 
$1.40  for  delivery  to  team  tracks  on  connecting  lines.  The  rate 
superseded  was  $1.12  for  local  delivery,  it  being  the  contention 
of  the  carriers  that,  inasmuch  as  no  rates  were  published  to 
points  on  connecting  lines,  full  local  rates  or  switching  rates  had 
to  be  added  to  the  $1.12  rate  in  order  to  effect  such  deliveries. 
They  said,  therefore,  that  the  proposed  rates  were,  in  every  case, 
reductions  under  the  present  rates,  and  that  the  attempt  to  put 
them  in  was  made  at  the  request  of  a  sand  and  gravel  company 
located  on  the  lines  of  the  Wabash  at  Wolcottville. 

Representatives  of  the  Northern  Indiana  Sand  and  Gravel 
Company,  located  on  the  lines  of  a  connecting  carrier  at  Wol- 
cottville, objected  to  the  new  rates,  it  being  their  contention  that 
since  no  special  rates  were  published  for  connecting  line  de- 
livery at  Chicago,  the  $1.12  applied  universally  for  delivery 
within  the  district.  The  record  and  exhibits  of  the  hearing  in 
I.  and  S.  1437,  which  involved  practically  the  same  issues,  were 
introduced  as  exhibits. 


CIVIL  SERVICE   EXAMINATIONS 

The  U.  S.  Civil  Service  Commission  announces  competitive 
examinations  for  positions  as  senior  engineer,  grade  2,  salary, 
$2,100  to  $2,700 — civil,  mechanical,  signal,  structural,  telegraph, 
and  telephone  senior  architect — to  fill  vacancies  in  the  Inter- 
state Commerce  Commission.  Examinations  are  also  announced 
for  junior  engineer,  salary,  $1,320  to  $1,980. 
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The  City  within  a  City 

RAILROADS  are  like  pioneers.     When  they  enter  a  territory' 
civilization  and  prosperity  invariably  follow  closely.     American 
railroads  have  been  not  only  forerunners  of  progress  but  leaders  in 
the  growth  and  development  of  localities  whose  transportation  needs 
were  served. 

It  was  for  the  greater  convenience  of  the  public  that  the  Grand 
Central  Terminal  was  planned  and  built;  yet  the  Engineering 
News-Record  gives  the  development  larger  significance: 


"The  term  'Grand  Central'  no 
longer  designates  a  mere  railroad 
station,  but  a  large  and  impressive 
civic  center.  The  story  of  its  de- 
velopment in  the  last  twenty  years 
is  a  romance.  Where  there  were 
formerly  smoking  stacks  and  four- 
story  buildings,  there  are  now 
handsome  structures  office  build- 
ings, banking  houses,  stores,  hotels, 
apartments  and  clubs. 


"The  terminal  area  itself,  because  of 
its  attractiveness,  has  become  the  heart 
of  a  still  greater  development,  radiating 
from  it  in  every  direction.  In  fact  the 
whole  surrounding  neighborhood  now 
goes  by  the  name  of  Grand  Central 
District,  and  is  one  of  the  chief  business 
centers  of  the  metropolis. 

"As  a  civic  as  well  as  a  railroad  de- 
velopment, it  is  unique  and  stands  as  a 
monument  to  the  foresight  of  the  New 
York  Central  Railroad." 


The  Grand  Central  Terminal  is  the  heart  of  a  city  within  a  city. 


NEW  YORK  CENTRAL  LINES 

BOSTON  Cf  ALBANY  -  MICHIGAN  CENTRAL  -  BIG  FOUR  -  LAKE  ERIE  &  WESTERN 

KANAWHA  fr  MICHIGAN  -TOLEDO  &OHIO  CENTRAL-  PITTSBURGH  SIAKE  BRIE 

NEW  YORK  CENTRAL  -AND  -SUBSIDIARY    LINES 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Dif ftt*  taken  from  Reporter!  and  Digest!  of  National  Reporter 

System,  published  by  Wcit  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  Wot  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Charges  During  Federal  Control  and  Readjustment  Period  Held 
Not  Within  Bond  to  Refund  Overcharges: 
(Supreme  Court  of  Colorado.)  Where  a  city  claiming  con- 
trol over  telephone  rates  accepted  a  bond  obligating  a  telephone 
company  to  refund  overcharges  it'  it  was  finally  determined  that 
the  company  had  no  right  to  charge  increased  rates  prescribed 
by  the  State  Public  Utilities  Commisison,  and  the  company  col- 
lected a  higher  rate  prescribed  by  the  Postmaster-General  during 
federal  control  under  Act  Cong.  July  16,  1918,  and  during  the 
four-month  readjustment  period  granted  in  surrendering  control 
by  Act  Cong.  July  11,  1919,  the  company  continued  to  charge  the 
higher  rate,  and  thereafter  charged  a  reduced  rate  prescribed 
by  the  commission,  which  was  adjudged  illegal,  the  sums  col- 
lected during  federal  control  and  the  readjustment  period  were 
not  within  the  terms  of  the  bond,  the  company  having  no  control 
over  the  charges  during  federal  control,  and  the  readjustment 
privilege  granted  by  Congress  being  paramount  to  the  bond. 
— Mountain  States  Telephone  &  Telegraph  Co.  et  al.  vs.  City 
and  County  of  Denver,  201  P.  Rep.  1024. 
Congress  Not  Limited  -by  Contract  Clause: 

Congress  is  not  restricted  by  the  clause  in  the  Constitution 
against  the  impairment  of  contracts. — Ibid. 

Philippine    Mahogany    Not    Within    Tariff    Schedule    for    Foreign 
Woods;  "Mahogany:" 

(Supreme  Court,  Special  Term,  Erie  County.)  Certain  lum- 
ber brought  from  the  Philippine  Islands  and  commonly  known 
as  Philippine  mahogany,  when  in  fact  it  was  not  mahogany,  being 
used  as  a  substitute  for  and  costing  less  than  Mexican  or  African 
mahogany,  is  not  "mahogany"  within  the  meaning  of  the  rail- 
way tariff  for  foreign  woods,  including  mahogany,  such  tariff 
schedule  enumerating  woods  all  of  which  are  of  tropical  or  sub- 
tropical nature  and  of  high  cost,  and  the  denomination  of  the 
wood  as  Philippine  mahogany  is  not  conclusive  of  its  character. 
— New  York  Cent.  R.  Co.  vs.  Warren  Ross  Lumber  Co.,  190 
N.  Y.  S.  835. 

Philippine    Mahogany    Not    Within    Tariff   Schedule   of   "Foreign 
Wood:" 

By  analogy  to  Act.  Cong.  Oct.  3,  1913,  c.  16,  sec.  4c  (U.  S. 
Comp.  St.,  sec.  5294),  relating  to  tariff  on  goods  shipped  from 
the  Philippine  Islands  and  which  distinguishes  between  the 
Philippine  Islands  and  foreign  countries,  so  that  "Philippine 
mahogany"  is  not  being  included  in  the  term  "foreign  woods" 
of  the  tariff  schedule,  it  not  being  an  expensive  wood  as  com- 
pared with  all  the  other  foreign  woods,  Philippine  mahogany 
does  not  fall  within  a  railway  rate  schedule  providing  rates  on 
"foreign  woods  (mahogany,  etc.)."— Ibid. 
Strike  Cannot  Exempt  from  Payment  of  Demurrage  Charges: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  Under  the  inter- 
state commerce  acts  the  charge  of  demurrage  by  a  railroad  com- 
pany for  detention  of  cars  by  a  shipper  or  consignee  is  not  a 
matter  of  contract  between  the  parties,  but  the  rates  fixed  by  the 
tariff  schedules  filed  must  be  charged  and  enforced,  and  it  is  not 
a  defense  to  an  action  to  collect  such  charges  that  the  detention 
was  occasioned  by  a  strike,  or  was  by  orders  of  a  sheriff,  pro- 
hibiting moving  of  the  cars  to  prevent  inciting  mob  violence  — 
Sinclair  Refining  Co.  vs.  Schaff,  275  F.  Rep.  769. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

Syttem,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


CARRIAGE   OF    LIVE   STOCK 

Complaint  of  Misjoinder  of  Parties  Cannot   Be   First   Raised  on 

Appeal: 

(Supreme  Court  of  Nebraska.)  A  complaint  that  there  has 
been  a  misjoinder  of  parties  defendant  should  be  called  to  the 
ittention  of  the  district  court  before  trial,  and  It  is  too  late  to 
raise  this  objection  for  the  first  time  in  the  appellate  court  — Mav- 
hall  &  Neible  vs.  Chicago,  B.  &  Q.  R.  Co.  et  al.,  185  N.  W.  Rep., 
326. 
Under  the  Carmack  Amendment  It  Is  Unnecessary  to  Establish 

Initial  Carrier's  Negligence  to  Recover  Against  It  for  Loss 

or  Damage: 

Under  the  Carmack  Amendment  to  the  Interstate  Commerce 


Act   (U.  S.  Comp.,  St.  Sec.  8604a,  8604aa),  in  order  to  recover 

against  an  initial  carrier  for  loss  or  damage  to  an  interstate 

shipment,  it  is  unnecessary  to  establish  negligence  on  its  part. 

—Ibid. 

Instruction  That  Initial  and  Connecting  Were  Not  Jointly  Liable 

Approved,    While     Instruction     Permitting     Verdict    Against 

Both  Was  Erroneous  and  Prejudicial: 

In  an  action  against  the  initial  and  a  connecting  carrier  for 
damages  for  failure  to  deliver  cattle  shipped,  the  court  in- 
structed the  jury  that  the  liability  of  the  defendants  "is  not  a. 
joint  liability,"  and  in  other  instructions  suggested  or  implied 
that  a  verdict  for  the  plaintiff  against  all  of  the  defendants  was 
proper.  Held  that,  under  the  pleadings  and  the  evidence,  the 
first  instruction  was  correct,  and  that  the  latter  was  inconsist- 
ent with  it.  Held,  further,  that  the  error  was  prejudicial  to 
the  defendant,  whose  liability  was  not  established  by  the  proofs, 
and  against  whom  a  judgment  was  rendered. — Ibid. 
It  Is  a  Prerequisite  to  Allowance  of  Attorney's  Fee  That 

Provisions  of  Statute  Be  Observed: 

It  is  a  prerequisite  to  the  allowance  of  an  attorney's  fee  under 
the  provisions  of  section  6063,  Rev.,  St.  1913,  as  amended  by 
Laws  1919,  c.  134,  Sec.  1,  that  the  requirements  of  said  section 
with  reference  to  the  presentation  of  the  claim  to  the  carrier, 
accompanied  by  bill  of  lading,  etc.,  within  the  time  specified,  be 
observed. — Ibid. 
Judgment  Against  Carrier  for  Loss  of  Mule  Shipped  Sustained: 

(Supreme  Court  of  Arkansas.)  In  a  shipper's  action  against 
carrier  for  the  loss  of  a  mule,  evidence  held  sufficient  to  sustain 
a  judgment  for  plaintiff;  the  carrier  not  having  shown  that  the 
loss  was  caused  by  the  inherent  viciousness  of  the  animal  it- 
self.—Arkansas  Cent.  R.  Co.  et  al.  vs.  McCuen,  234  S  W.  Rep 
617. 
Director  General  Suable  for  Damages  to  Shipper: 

In  an  action  against  a  carrier  and  the  Director  General 
of  Railroads  for  the  loss  of  a  mule  shipped,  held  that  no  liability 
rested  on  the  railroad  company,  but  that  the  Director  General  of 
Railroads  was  liable  for  the  loss,  in  view  of  the  Federal  Control 
Act  of  March  21,  1918  (U.  S.  Comp.,  St.  1918,  U.  S.  Comp.,  St 
Ann.  Supp.  1919,  Sec.  3115%a-311b^p),  under  which  no  liability 
from  the  operation  of  railroads  by  the  Director  General  is  im- 
posed on  the  railroad  company. — Ibid. 
Couit  Takes  Judicial  Knowledge  of  Federal  Control  of  Railroads: 

(Supreme  Court  of  Arkansas.)  The  court  takes  judicial 
knowledge  that  on  August  23,  1919,  a  railroad  was  being  operated 
by  the  United  States  government  through  the  Director  General 
of  Railroads. — Arkansas  Central  R.  Co.  et  al.  vs.  Walker  234 
S.  W.  Rep.  619. 
Company  Not  Liable  frr  Negligence  During  Federal  Control: 

A  railroad  corporation  is  not  liable  for  injuries  resulting 
from  the  negligent  acts  of  agents  of  the  Director  General  of 
Railroads  while  he  was  in  control  of  the  railroad. — Ibid. 
Evidence  Held  to  Sustain  Finding  of  Negligent  Failure  to  Order 
Car  for  Plaintiff's  Cattle: 

Evidence  held  to  support  plaintiff's  allegations  that  he  or- 
dered a  car  for  his  cattle  and  a  car  for  his  hogs,  stating  reasons 
why  they  must  be  shipped  at  the  same  time,  and  that  the  agent 
negligently  failed  to  omer  a  car  tor  the  cattle,  as  the  result  of 
which  plaintiff  suffered  loss  by  the  delay  in  shipping  both  the 
cattle  and  the  hogs. — Ibid. 


THROUGH  RATES  ON  GRAIN 

Farmers,  who  ship  their  grain  to  elevators  on  the  line  of  the 
Fox  &  Illinois  Union  Railway,  would  like  to  have  joint  rates  es- 
tablished on  grain  from  these  elevators  via  that  line,  the  Chi- 
cago, Ottawa  &  Peoria,  and  the  Elgin,  Joliet  &  Eastern,  to  South 
Chicago.  They  sent  two  elevator  managers  to  Chicago  to  testify 
to  that  effect  at  the  hearing  on  No.  12237,  Farmers'  Square  Deal 
Grain  Co.  et  al.  vs.  Fox  &  Illinois  Union  et  al.,  before  Examiner 
Keeler,  January  10.  These  managers  said  that  owing  to  the  re- 
fusal of  the  E.,  J.  &  E.  to  join  in  through  rates  with  the  F.  &  I. 
U.  and  the  C.,  O.  &  P.,  it  was  necessary  for  the  farmers  to  pay 
a  rate  via  those  lines  of  2%  cents  in  excess  of  the  rate  paid  via 
the  C.,  B.  &  Q.  Both  of  the  short  lines,  they  said,  were  willing  to 
establish  a  through  rate  on  par  with  the  rate  via  the  Burlington, 
the  E.,  J.  &  E.  being  the  only  objector. 

T.  E.  Bond,  assistant  traffic  manager  of  the  E.,  J.  &  E., 
said  that  the  proposal  made  by  the  C.,  O.  &  P.,  that  his  line  ac- 
cept a  division  of  4%  cents  out  of  a  10-cent  through  rate,  was  ab- 
surd, because  in  many  instances  the  absorptions  which  the  E 
J.  &  E.  made  for  switching  in  the  Chicago  district  were  in  ex- 
cess of  this  proposed  division.  No  elevators  were  located  on  the 
E.,  J.  &  E.  in  the  Chicago  district,  he  said,  so  that  on  all  grain 
shipments  some  absorption  would  have  to  be  allowed. 

The  only  reason  the  elevator  people  and  the  farmers  wanted 
the  through  rate  via  the  E.,  J.  &  E.,  when  they  had  the  lower 
rate  in  effect  via  a  shorter  and  more  direct  route,  was  to  give  them 
a  share  of  the  E.,  J.  &  E.  car  supply,  he  said.  In  fact,  he  insisted, 
the  only  shipments  which  had  ever  been  routed  via  the  requested 
through  route  were  some  made  during  times  of  car  shortage. 
The  F.  &  I.  U.  and  the  C.,  O.  &  P.  had  no  box  cars  of  their  own, 
he  said. 
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The  General  Rate  Inquiry 

Began  in  Earnest  January  11 

Are  you  fully  prepared  with  evidence  in  sup- 
port of  the  things  you  wish  to  present  at  this 
hearing?  We  can  promptly  supply  you  with 
any  available  data  concerning: 

Statistics  of  Earnings,  Expenses.  Gross  and  Net 
Revenues,  etc.  (For  the  Country  as  a  Whole, 
•by  Districts,  or  by  Carriers.) 

Kate  Exhibits,  Covering  Any  Part  of  the  United 
States  and  for  Any  Period  Desired. 

Volume  of  Freight  Traffic.  (For  the  Country 
as  a  Whole,  by  Districts,  or  by  Carriers.) 

Total  Production  of  Basic  Commodities.  (Agri- 
cultural Products — Animals  and  Products — 
Forest  and  Mine  Products — Manufactures, 
etc. — all  in  splendid  variety.) 

Average  Market  Prices  (in  many  CUM  also 
Average  Farm  Prices,  also  Average  Factory 
Prices)  for  use,  if  desired,  in  comparisons 
with  transportation  costs. 

In  everything  of  the  above  nature  we  can 
give  you  the  figures  on  nearly  anything  desired 
and  for  any  period  desired. 

NOTICE! 

We  can  furnish  the  above  information  by 
Commodities 

NOTE  BELOW 

The  Commission's   Program  for  the  Big  Hearing 


Jan.  16-18  —  Cross-examination  of  carrier*' 

Jan.  19-20—  Coal  and  coke. 

Jan.  21-23  —  Ore,  furnace  material*  and  iron  and  steel 
article*. 

Jan.  24-25—  Sand  and  gravel,  brick,  lime,  cement, 
Kypaum  and  asphalt. 

Jan.  26-27  —  Lumber  and  forest  products. 

Jan.  28  —  Fertiliser  and  materials,  sulphuric  acid, 
phosphate  rock,  etc. 

Jan.  30-Feb.  4  —  Testimony  of  public  and  shippers  as 
to  general  aspects. 

Feb.  8  —  Vegetable  oil  and  soap. 

Feb.  9  —  Grain,  flour  and  agricultural  products. 

Feb.  10  —  Live  stock  and  packinghouse  products. 

Feb.  11  —  Petroleum  and  petroleum  products. 

Feb.  15  —  Canned  goods  and  wholesale  groceries. 

Feb.  16-17—  Fruits  and  vegetables. 

Feb.  18  —  Milk,  cream  and  dairy  products. 

Feb.  20  —  Beverages  and  beverage  containers,  waste 
material. 

Feb.  21-22  —  Other  commodities. 

THE  TRAFFIC  SERVICE  CORPORATION 


5«r«>ic* 


SOS  Colorado  Bldf., 


Washington,  D.  C. 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce   Navigation   Corp'n 

Central  Agent*.  Hamburg-American  Line 

American -Hawaiian  5.  5.  Co. 

INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boeton  Phil..  New  York 

8.8.   KENTUCKIAN     Jan.  U          Jan.  19 

8.8.   FLOK1DIAN    Jan.il  Jan.  26 

84.  VIRGINIAN      Jan.28          Feb.    2 

8.8.  PENN8VLVAMAN     Feb.    4  Feb.    8 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  B.   PariSc   Coaot   Port*  to  the.   Principal  Port*  of   Ih.   United 

Kincdooi     and    Continent — Direct     Fort- 

nifhllr    Salllnci 


Joint  Strvicei  with 

Hamburg- American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

8.8.  'MOUNT   CLAT    Jan.  It 

8.8.  *BAYERN     ..Jan.2« 

8J.  'MOUNT    CARROLL    .  ..Feb. 

8.8.  tHANSA      f Feb.     t 

8.8.  'MOUNT    Cl.l  s  1 1  IN  Feb.  It 

•Carrie*  third-rlaoa  paaaenren. 

fCabln   and    third-cU*§    paaaentora 

LOADING  PIER  SI.  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN   AND  HAMBURG 

8.8.  THEM IBTO    (rlaBaltlMn) Jan.  11 

8.8.  OREGON1AN     «ia     Baltimore) Feb.  H 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.8.  CALLI8TO    <via    Baltimore   and    Norfolk)    ...Feb.     8 

aVA.  GEORGIAN    iria  Baltimore  and   Norfolk)    Mar.  1 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  THRMI8TO Jan.  M 

8.8.  (AI.I.I8TO    (rU   Norfolk)    Feb.  If 

8-S.  OREGON! A N     Feb.  17 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  8UDBI-RV      Jan.   14 

8.8.  CALLI8TO     Fob.  11 

-l.u    ORLEANS  TO   BREMEN  AND  HAMBURG 

8.8.  SACIISENWAI.D E.rlr    February 

TkfMck  bllli  of  Udlnc  rla  Hamburr  lanod  to  all  Scandlnarlan 
and  Baltic  1'orti 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penanc.    Bolawan-Dell.    Pert    SwetUnha*.    Slncapore,    Batarla, 
Saauran*,    Soerabaya 

8.8.  WEST   CANON    Feb.  10 

Le*dln(    Pier    11,    Poach    Terminal.    Clifton.    8.     L 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

ML  WOT   CANON    FeK  I* 

Loadlni    Pier    11,    Po*xh    Terminal,    Clifton.    8.    L 


General  Offices:  39  BROADWAY,  New  York 

Telephone    WHITEHALL   102t 

WESTERN   FREIGHT  OFFICE 

Chiraio,   117  Sooth   LaSalle  Street  Phone   Wabnh   4«tl 

BRANCH    OFFICES 

Batten.   4*   Central    Street  Phone    Port    Hill  1M4 

Philadelphia.  Boon*   Bldf.  Phone   Lombard  7U* 

Piltiburch.   Oliver   Bld».  Phono  Grant   7411-1 

GENERAL    PACIFIC    COAST  AGENTS 

Willi.m..  Di.ond  A  Co..  11*  Sanoo.e  St.,  San  Franrioco 
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Personal  Notes 


H  L.  Carey  has  been  appointed  general  freight  agent  and 
auditor  for  the  Sabine  &  Neches  Valley  Railway  of  Deweyville, 

Tex 

The  Atlantic  Coast  Line  has  announced  the  following  ap- 
pointments: K  !>.  Barbre.  traveling  freight  agent,  Albany.  Ga.; 
\  M  Thomas,  commercial  agent,  Jacksonville,  Fla.;  J.  L,.  Moor- 
man, commercial  apent.  Orlando,  Fla.;  M.  A.  Speener,  commer- 
cial agent,  St.  Petersburg,  Fla. 

J.  D.  Prewett  has  been  appointed  commercial  agent  for  t 
Seaboard  Air   Line  at   Oklahoma  City,   Okla. 

Robert  K  Freer,  attorney,  formerly  with  Maxwell  &  Ramsey, 
has  joined  the  law  firm  of  Gusweiler,  Fox,  Freer,  Lambert  & 
Davies,  with  offices  in  Cincinnati. 

John  C.  Wills  has  been  appointed  general  agent  at  ban  Fran- 
cisco for  the  following  railroads:  Atlantic  &  West  Point,  At- 
lantic Coast  Line,  Georgia  Railroad,  Louisville  &  Nashville, 
Louisville,  Henderson  &  St.  Louis,  Western  Railway  of  Alabama. 

Arthur  J.  Chouinard  has  resigned  as  traffic  manager  for  the 
Wabash,  Chester  &  Western  Railroad,  effective  January  15,  to 
take  charge  of  the  sales  organization  work  of  the  Petroleum 
Motors  Corporation,  at  Rockford,  111. 

Arthur  B  Smith  has  been  appointed  passenger  traffic  man- 
ager for  the  Northern  'Pacific  at  St.  Paul,  succeeding  A.  M.  Cle- 
land  who  has  retired  after  31  years  of  service  with  that  railroad. 

C  W.  Andrews  has  been  appointed  general  agent  for  the 
C.  B.  &  Q-  at  Indianapolis.  E.  E.  Morris  has  been  appointed 
commercial  agent  for  the  same  road  at  Paducah,  Ky. 

William  King  has  been  appointed  freight  claim  agent  at 
Boston  for  the  fallowing  transportation  lines:  New  York,  New 
Haven  &  Hartford  Railroad,  Central  New  England  Railway,  New 
England  Steamship  Company  and  the  New  Bedford,  Marthas 
Vineyard  &  Nantucket  Steamboat  Company. 

R.  C.  Hicks  has  been  appointed  traffic  manager  of  the  Georgia 
&  Florida  Railway,  vice  J.  A.  Streyer,  who  resigned  to  engage  in 
other  business: 

The  Winston-Salem  Southbound  Railway  has  announced 
following  appointments:  E.  L.  Franklin,  general  agent,  Cincin- 
nati, succeeding  C.  H.  Patterson,  who  resigned  to  accept  other 
service;  V.  P.  O'Reilly,  commercial  agent,  Harrisburg,  Pa.;  J.  G. 
Parnell,  commercial  agent,  Tampa,  Fla.;  W.  E.  Gore,  Jr.,  travel- 
ing freight  agent,  Jacksonville,  Fla. 


of  New  England,  held  at  the  Hotel  Somerset,  January  13.  Com- 
mittees were  appointed  with  the  following  chairmen:  Publicity, 
Charles  A.  Anderson;  membership,  Walton  O.  Wright;  enter- 
tainment, John  P.  Hach;  finance,  A.  E.  Allen;  auditing,  Charles 
H.  Conant. 

Governor  Henry  J.  Allen  of  Kansas  spoke  on  "The  Kansas 
Industrial  Law"  at  the  annual  dinner  of  the  Traffic  Club  of  Kan- 
sas City,  held  at  the  club  rooms,  January  10.  R.  M.  Calkins,  vice- 
president  of  the  Chicago,  Milwaukee  &  St.  Paul  Railway,  spoke 
on  "The  Interest  of  the  American  Railroads  in  Commerce,  both 
Domestic  and  Foreign." 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  annual  meeting  and  informal  dinner  of  the  Traffic  Club 
of  Oklahoma  City  was  held  at  the  Chamber  of  Commerce,  De- 
cember 12,  1921,  the  following  being  the  speakers:  R.  D.  Wil- 
liams, assistant  general  freight  agent,  M.  K.  &  T.,  St.  Louis: 
M.  D.  Green,  general  counsel,  M.  K.  &  T.,  Muskogee,  and  A.  M. 
Crawford,  division  passenger  agent,  Southern  Railway.  Officers 
were  elected  as  follows:  President,  Harvey  Allen,  district  freight 
agent,  M.  K.  &  T.;  vice-presidents,  H.  E.  Larsen,  commercial 
agent.  Southern  Railway;  M.  C.  Burton,  district  freight  agent, 
Santa  Fe  Railway;  secretary,  S.  E.  Golderman,  agent,  Ft.  Smith 
&  Western;  treasurer,  C.  P.  Bradley,  traveling  passenger  agent. 
Rock  Island  Railway. 

The  annual  meeting  of  the  York,  Pennsylvania,  Traffic  Club, 
will  be  held  at  the  Colonial  Hotel,  January  19.  The  program  has 
not  as  yet  been  announced.  The  following  officers  were  elected 
at  a  meeting,  held  in  the  assembly  room  of  the  Manufacturers' 
Association,  January  12:  President,  W.  J.  Wisner,  traffic  man- 
ager, American  Chain  Company;  vice-presidents,  F.  E.  Weaver, 
assistant  traffic  manager,  York  Manufacturing  Co.;  E.  M.  S. 
Reynolds,  traffic  manager,  D.  F.  Stauffer  Biscuit  Co.;  W.  A. 
Schroll,  traffic  manager.  A.  B.  Farquhar  Co.,  Ltd.;  secretary,  J. 
F.  Baird;  treasurer,  J.  W.  Duke:  board  of  governors,  W.  L.  Rupp, 
traffic  manager,  Weaver  Piano  Co.,  Inc.;  C.  E.  Edwards,  freight 
agent,  Western  Maryland  Railway;  J.  R.  Gladfelter,  traffic  man- 
ager, Martin  Parry  Corp.:  E.  J.  Sinclair,  agent.  Pennsylvania  Rail- 
road; R.  H.  Immel,  traffic  manager,  York  Chemical  Works;  W. 
U  Mann,  general  manager,  York  Haven  Water  &  Power  Co.;  W. 
B.  Liggltt,  assistant  secretary.  York  Manufacturers'  Association. 

Edward  C.  Plummer,  member  of  the  United  States  Shipping 
Board,  at  the  request  of  the  export  group  of  the  M.  &  J.  Associa- 
tion of  the  Columbus,  Ohio,  Chamber  of  Commerce,  will  address 
Its  open  forum  meeting  In  Columbus,  January  20. 

W.  H.  McGuffey,  assistant  to  the  vice-president  of  the  South- 
ern Railway,  spoke  on  "Freight  Rates"  at  the  meeting  of  the  Cin- 
cinnati Chamber  of  Commerce  and  Merchants'  Exchange,  Janu- 
ary 10.  A  nominating  committee  •was  appointed  to  present  can- 
didates for  officers  to  be  voted  on  at  the  February  meeting. 


The  bi-monthly  meeting  of  the  Traffic  Club  of  Cleveland  was 
held  at  the  Hotel  Cleveland,  January  9.  Mrs.  Lucia  Montague 
Clinard,  psycho-analyst,  welfare  director  for  the  Bethlehem  Steel 
Company,  was  the  speaker.  A  motion  picture  entitled  "Freight 
Claim  Prevention"  was  shown.  The  annual  dinner  of  the  club 
will  be  held  February  15. 

The  following  are  the  new  officers  of  the  Traffic  Chib  of 
Memphis:  President,  B.  H.  Wallace,  manager,  Patterson  Trans- 
fer Company;  vice-presidents,  A.  Bennett,  traffic  manager, 
Jerome  Fentress  Cotton  Company,  C.  Bourne,  Jr.,  assistant  gen- 
eral freight  agent,  Missouri  Pacific  Railroad;  treasurer,  W.  B. 
Ryan,  assistant  general  freight  agent,  Illinois  Central  Railroad; 
secretary,  L.  E.  McKnight,  traffic  manager,  Memphis  Terminal 
Corporation.  Directors,  H.  V.  Fleming,  traffic  manager,  New- 
burger  Cotton  Company;  S.  L.  Oliver,  agent,  Frisco  Railroad; 
J.  M.  Beley,  president,  J.  M.  Beley  Cotton  Company;  A.  M.  Craw- 
ford, division  passenger  agent,  Southern  Railroad;  W.  S.  Nun- 
nery, division  freight  agent,  Nickel  Plate  Railroad;  W.  J.  Pres- 
cott,  vice-president,  Memphis  Coal  Company. 

The  Portland,  Ore.,  Industrial  Traffic  Club  has  made  rapid 
progress  since  its  organization  seven  months  ago.  It  now  has 
forty  members.  The  following  officers  were  elected  at  the  an- 
nual meeting,  January  4:  President,  W.  H.  Sainsbury;  vice- 
president,  F.  G.  Donaldson;  secretary,  F.  P.  Kensinger;  treasurer, 
F.  A.  Baker;  directors,  J.  L.  McConnell,  W.  O.  Rogers,  R.  C. 
Long,  F.  L.  Miller  and  T.  H.  Spencer. 

A  lecture  on  Yellowstone  Park  and  the  Rocky  Mountain  dis- 
trict was  given  by  Joseph  Muller,  of  the  bureau  of  service  of 
the  Union  Pacific  and  the  Chicago  &  North  Western  lines,  at 
the  annual  meeting  of  the  Traffic  Club  of  Erie,  held  at  the  Law- 
rence Hotel,  January  9.  The  following  officers  were  elected: 
President,  J.  D.  Sterrett;  vice-president,  Parke  Herrick;  treas- 
urer, Harry  W.  Amerling;  secretary,  M.  W.  Eismann. 

Governor  Henry  J.  Allen  of  Kansas  and  George  M.  Barnard, 
attorney,  of  Indianapolis,  will  be  the  speakers  at  the  fifteenth 
annual  dinner  of  the  Traffic  Club  of  Chicago,  to  be  held  at  the 
Hotel  LaSalle,  January  24.  George  A.  Blair,  general  traffic 
manager,  Wilson  &  Co.,  Chicago,  will  be  toastmaster. 


G.  W.  Luce,  freight  traffic  manager  of  the  Southern  Pacific, 
spoke  on  "General  Traffic  Conditions"  at  the  January  meeting 
of  the  Pacific  Traffic  Association,  held  at  the  Chamber  of  Com- 
merce, San  Francisco,  January  10.  L.  M.  King,  office  engineer 
for  the  Board  of  State  Harbor  Commissioners,  gave  an  illus- 
trated historical  lecture  on  the  development  of  the  harbor  of 
San  Franciso. 


John  N.  Cole,  commissioner,  department  of  public  works  of 
Massachusetts,  spoke  at  the  January  meeting  of  the  Traffic  Club 


At  the  annual  meeting  of  the  Transportation  Club  of  Flint, 
Mich.,  held  January  12,  the  following  officers  were  selected: 
President,  F.  A.  McHale;  vice-president,  L.  F.  Burckart;  secre- 
tary, Paul  Heyer;  treasurer,  J.  E.  Clark;  board  of  directors, 
E.  F.  Bilo,  John  S.  Gibson,  F.  J.  Shepner  and  V.  A.  Rogers.  The 
annual  banquet  of  the  club  will  be  held  at  the  Durant  Hotel, 
January  19. 

NET  TON  MILE  STATISTICS 

The  Commission  has  issued  a  chart  showing  revenue  net 
ton-miles  of  Class  1,  2  and  3  roads  from  1890  to  1921,  the  total 
for  1921  being  estimated  on  the  basis  of  returns  for  nine 
months.  The  estimate  for  1921  is  313,300,000,000  net  ton-miles, 
which  is  the  lowest  number  of  net  ton-miles  in  any  year  since 
1915  when  it  was  277,100,000,000.  The  chart  shows  there  was 
a  steady  increase  in  net  ton-miles  from  1890  to  1915  when  the 
world  war  period  caused  a  big  jump,  rising  to  408,800,000,000 
net  ton-miles  in  1918.  In  1919  the  net  ton-miles  dropped  to 
367,200,000,000,  and  in  1920  they  jumped  to  413,700,000,000,  the 
highest  in  the  history  of  the  roads.  The  estimate  for  1921— 
313,300,000,000— shows  a  drop  of  over  100,000,000,000  net  ton- 
miles.  The  chart  shows  that  on  the  basis  of  pre-war  data,  the 
railroads  will  not  reach  the  record  made  in  1920  until  1928-29. 
That  is,  if  the  ton-miles,  regardless  of  the  performance  in  the 
war  years,  follow  the  trend  up  to  the  war  years,  the  ton-miles, 
the  chart  shows,  will  not  cross  the  400,000,000,000  mark  until 
the  beginning  of  1927,  and  will  fall  just  below  425,000,000,000 
at  the  end  of  1930. 
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POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  la  the  logical  medium  for  getting  the 
mm  and  (he  position*  In  touch  with  each  other.  The  rates  for 
classified  advertisements  are  aa  follows:  First  Insertion.  $1.00  per 
line,  minimum  charge.  $3.00:  succeeding  Insertions,  per  line.  BOc:  10 
words  to  the  line:  numbers  and  abbreviations  counted  aa  words: 
(  point  type:  payable  In  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  in  strict  confidence.  The 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  111. 

POSITION  WANTED — Traffic  Manager  or  assistant,  by  young 
married  man.  now  Traffic  Manager  and  Assistant  I'un-haninK  Agent 
for  largest  shipper  In  southwestern  Michigan.  Must  locate  In  Chicago 
or  western  suburb  .«<•  ago. 

FOR  SALE — Traffic  Bureau — Spui-  •:,,,.  ,  n-atlon:  good  paying 
accounts:  rigid  Investigation:  $800  cash  taken  all.  A.l<li,»»  II.  I.  T. 
111.  rare  Traffic  Wf 

THE  DAILY  TRAFFIC  WORLD  ia  always  sent 
aa  first-class  mail  (except  to  subscribers  in  the  Chicago 
loop),  thus  insuring  prompt  and  regular  delivery. 


Acqu're  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 


A-. 

t\*u,     Write   tW 

monthly  naiaunt  plan 

LASALLE EXTENSION  UNIVERSITY 

D.p«Ftm«nt  1»*-T  CHICAGO.    ILLINOIS 


Reduce  Damage  Claims 

by  nailing  your  boxes  and  crate*  right       Use  nails  of  the 

right  size,  spaced  to  suit   the  kind  and  thickness  of  wood 

used.     Our  pamphlet  on  nailing  tells  you  how.     It  is  free. 

Write  for  it 

National  Association  of  Box  Manufacturers 

ISSJ  Contra?  Bulldinf,  Chicago 


TIME  LOCKS 

offer  the  safest  mechanical  security,  but 
greater  security  is  rightly  placed  in  the 
strong  character  and  established  repu- 
tation of  a  business. 

Our  integrity  cannot  be  tampered  with. 
MERCHANDISE  STORAGE  CO.,   INC. 

FOURTH  AVE.  AND  SIXTH  STREET  BROOKLYN,  N.  Y. 


Question 


Be  it  the  pronunciation  of  Bolsheviki  or  soviet,  the 
spelling  of  a  puzzling  word  -the  meaning  of  blighty, 
fourth  arm,  etc.,  this  Supreme  Authority — 

WEBSTER'S 
NEW    INTERNATIONAL   DICTIONARY 

contains  an  accurate,  final  answer.  400,000  Word*.  2700  Pages. 
6000  Illustrations.  Regular  and  India-Paper  Editions. 

C.  A  C.  Merriam  Co.,  Springfield,  Matt. 

Writ*  for  spariSM*  psajil.  pricn,  etc  .  and   FRBB   Pocket   Map<  If  you 

•ame  Tr.fr.r  Wortd. 


" 


" 


Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia,  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland.  Astoria. 
Seattle  and  Tacoma 

Thru  hill*  of  lading  itaMiod  to  San  DiVfo,  Oakland,  Stockton  and 

S*cram*nto.  California;   Hawaiian  and  Far  Eait  Port*; 

Gray*  Harbor  and  Puf«t  Sound,  Waah. 

For  Rat**,  Dat««  of  Sailing  and  other  Information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 


Baltimore.  M<1. 

M  South   Slrr.t 


T.l.phono.  Bowling  Gr.*n   73M 

Philadelphia,  Pa. 

Drual  Bulldinf 


Pittsburgh,  Pa. 

Oll»r  Buildini 


And  at  our  Branch  Officaa  In  Lo»  Anfwlaa,  San  Francitco. 
Portland.  Saattla  and  Tacoma 


Loose-Leaf  Traffic  Law  Service 

on  the 
Federal  Regulation  ol  Interstate  Commerce  and  Common  Carriers 


STMOrSH  AMD  SCOT!  Of  LOOSt-UAT  TRAFFIC  LAW  StKVICE 
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PAYMENTS  TO  CARRIERS 

The  Traffic  World  Washington  Bureau 

The  Railroad  Administration  this  week  issued  a  statement 
showing  a  complete  list  of  railroads  with  which  final  settlements 
for  the  period  of  federal  control  were  concluded  up  to  December 
31.  1921.  It  shows  total  payments  of  $138,050,980.24  to  172  rail- 
roads. 

Railroads  which  made  payments  to  the  government  in  final 
settlement  and  the  amount  paid  in  each  instance  were  as  fol- 
lows: Ann  Arbor,  $600,000;  Chicago,  Milwaukee  &  St.  Paul, 
$6,250,000;  Gulf,  Mobile  &  Northern  and  Meridian  &  Memphis, 
$100,000;  Richmond  Terminal  Railway,  $17.157.42,  and  the  Union 
Freight  Railroad  Company,  $8,750. 

The  statement  showing  payments  by  the  Railroad  Adminis- 
tration to  the  railroads  follows: 


Abilene   &   Southern  Railway  Company $ 

Akron   Union  Passenger  Depot  Company 

Alabama  Great  Southern  Railroad  Company 

Albany   Passenger  Terminal   Company 

Alton  &   Southern   Railroad 

Arkansas  &  Memphis  Railway  Bridge  &  Terminal  Co 

Asheville  &  Craggy  Mountain  Railway  Co 

Atlantic  Coast  Line  Railroad  Company 

Atlantic;  it  Yadkin  Railway  Company 

Baltimore   Steam   Packet  Company 

Bangor  &  Aroostook  Railway  Company 

Belt   Railway    Company    of    Chicago 

Bennettsville  &  Cheraw  Railway  Company 

Bessemer  &  Lake  Erie  ^Railroad ". 

Birmingham    &    Northwestern    Railway    Co 

Boston    Terminal    Company 

Buffalo,  Rochester  &  Pittsburgh  Railway  Company 

Cambria   &   Indiana   Railroad   Company 

Carolina,  Clinchfleld  &  Ohio  Railway 

Carolina  &  Northeastern  Railroad  Co 

Carolina  &  Tennessee  Southern  Railway  Co 

Charleston  Terminal   Company    

Chattanooga  Station  Company   

Chesapeake   Steamship  Company    

Cheswick   &    Harmar    •    . 

Chicago,  Burlington  &  Quincy  Railroad 

Chicago  &  Eastern  Illinois  Railroad 

Chicago  Junction   Railway  Company    

Chicago,  Milwaukee  &  Gary  Railroad  Company 

Chicago,  New  York  &  Boston  Refrigerator  Co 

Chicago  &  North  Western   Railway   Co 

Chicago  River  &  Indiana  Railroad  Co 

Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway  Co... 
Chicago,  Terre  Haute  &  Southeastern  Ry    Co  . 

Chicago  &  Western  Indiana  Railroad  Company 

Cincinnati,  Indianapolis  &  Western  Railway  Co... 

Clinton  &  Oklahoma  Western  Railway  Co 

Clyde  &  Mallory  Steamship  Company 

Colorado  &   Southern   Railway   Company 

Copper  Range  Railroad  Company  

Cumberland  &  Pennsylvania  Railroad  Co. . . 

Danville  &  Western  Railway  Co 

Delaware,  Lackawanna  &  Western  Railroad  Co... 
Demson  &  Pacific  Suburban  Railway  Co. . . 

Denver  &  Rio  Grande  Railroad  Co 

Denver  Union  Terminal   Railway  Co 

Des  Moines  Terminal  Company  

Des  Moines  Union  Railway  Co 

Detroit  &  Mackinac  Railway  Co 

Duluth  &  Iron  Range  Railroad  Companv,  The... 
Duluth,  Mlssabe  &  Northern  Railway  Co... 
Duluth  Union  Depot  &  Transfer  Co.,  The... 
Durham  Union  Station  Company   . 

Eastern  Steamship  Lines   

Elgin.  Joliet  &  Eastern  Railway  Co 

Paso  &  Southwestern  Company 

El   Paso  Union  Passenger  Depot 

Escanaba  &  Lake  Superior  Railroad  Co 

Evansville  &  Indianapolis  Railroad  Co... 
Falrchlld  &   Northeastern   Railway   Co... 

Farmers'  Grain  &  Shipping  Company 

Fort  Dodge,  Des  Moines  &  Southern  Railroad  Co... 

Fort  Worth  Belt  Railway  Co 

Fort  Worth  &  Denver  City  Railway  Co... 
Fort  Worth  Union  Passenger  Station  Co.. 

Galveston   Wharf  Company   

Goldsboro  Union  Station  Company  

Great   Northern   Railway  Company 

Green  Bay  &   Western   Railroad  Co.. 

Gulf  Coast  Lines  (New  Orleans,  Texas  &  Mexico  Rv  )" 

Gulf  Terminal  Company,  The 

gulf,  Texas  &  Western  Railway  Company.. 

Hartwell   Railway  Co 

High  Point,  Randleman,  Ashboro  &  Southern 'RR.'.' 

Hudson  &  Manhattan  Railroad  Co 

Interstate   Railway   Company    

Iowa  Transfer  Railway  Company   . 

Jay  Street  Terminal   

Joliet  Union  Depot  Company   

Kansas  City.  Mexico  &  Orient  Railroad  Co... 
Lackawanna  &  Montrose  Railroad  Co.. 
Lake  Superior  &  Ishpeming  Railway  Co 

Leavenworth  Depot  &  Railroad' Co 

I^ehigh  &  Hudson  River  Railway  Co. . . 
Los  Angeles  &  Salt  Lake  Railroad  Co... 

Louisiana  &  Arkansas  Railway  Co 

Louisiana  &  Mississippi  Railroad  Transfer  Co.". 
Louisiana  Southern   Railway  Co. . . 

Louisville  &  Wadle.v  Railroad  Co 

Macon    Terminal    Company    

Manistique  &  I/akc  Superior  Railroad  Co... 
Marquette  &  Bessemer  Dock  &  Navigation  Co 

Marsh   Refrigerator   Service  Company 

Merchants  &  Miners  Trans.  Company.. 
Meridian  Terminal  Company  ... 

Midland  Valley  Railroad  Co 

Mineral  Range  Railroad  Company    

Minneapolis  Eastern  Railway  Company 
Minnesota  &  International  Railway  Companv" 
KUri  d]  i.i   C(  nti-al    i:  il  road   Co.   ... 


150,000.00 

14,000.00 

1,530,000.00 

5,679.12 

385,000.00 

90,000.00 

5.500.00 

5,500,000.00 

120,000.00 

$20,000.00 

575,000.00 

140,000.00 

29,500.00 

3,050,000.00 

10,000.00 

95,364.15 

1,000,000.00 

70,000.00 

550,000.00 

15.0UO.OO 

5,000.00 

90,000.00 

19,623.81 

62,303.46 

1,000.00 

8,000,000.00 

3,000,000.00 

380,000.00 

200,000.00 

375,000.00 

6,500.000.00 

45.000.00 

1,200,000.00 

35,000.00 

450,000.00 

400,000.00 

75,000.00 

162,224.43 

1,775,000.00 

130,000.00 

550,000.00 

260,000.00 

5,000,000.00 

13,000.00 

800,000.00 

12,500.00 

15,500.00 

330,000.00 

105,000.00 

4,866,000.00 

8,525,000.00 

21,000.00 

2,190.57 

250,000.00 

3,700,000.00 

400,000.00 

5,665.86 

140,000.00 

235,000.00 

10,000.00 

25,000.00 

300,000.00 

75.000.00 

725,000.00 

4,529.13 

85,000.00 

167.13 

6,500,000.00 

400.000.00 

800.000.00 

9.426.33 

40,000.00 

24,500.00 

25,000.00 

750,000.00 

60,000.00 

7,200.00 

290,000.00 

2,306.60 

250,000.00 

4,000.00 

140,000.00 

10,500.00 

225,000.00 

800,000.00 

200,000.00 

33,231.81 

90,000.00 

3,175.00 

71,362.94 

50.000.00 

60.000.00 

21.000.00 

600,000.00 

701.50 

650.000.00 

140,000.00 

55,000.00 

340,000.00 

220.000.00 


Missouri  &  Illinois  Bridge  &  Belt  Railroad  Co 13,559.43 

Missouri  Pacific  Railroad  Company   .- 9,000,000.00 

Mobile  &  Ohio  Railroad  Company .- 700,000.00 

Munsing,  Marquette  &  Southeastern  Railway  Company..  90,000.00 

Nashville,  Chattanooga  &  St.  Louis  Railway 700.000.00 

New  Orleans  Great  Northern  Railroad  Co 190,000.00 

New  York,  Chicago  &  St.  Louis  Railroad  Co •  3,000,000.00 

New  York  Connecting  Railroad  Co 1,395,000.00 

New  York  Dock  Railway   64,861.00 

New  York,  Ontario  &  Western 500,000.00 

North  Charleston  Terminal  Co 20,020.87 

Northern  Pacific  Railway  Co 9,000,000.00 

Northwestern  Pacific  Railway  Company 850,000.00 

Old  Dominion  Steamship  Co.  (Virginian  Nav.  Co.  included)  900.000.00 

Ontonagon   Railroad   Company 11,936.84 

Oregon  Electric  Railway  Company  90,000.00 

Oregon  Trunk  Railway  100,000.00 

Peoria  &  Pekin  Union  Railway  Co 135,000.00 

Pere  Marquette  Railroad  Co 750,000.00 

Philadelphia  Belt  Line  Railroad  Co 2,931.03 

Pittsburgh  &  West  Virginia  Railway  Company.  The 720,000.00 

Port  Bolivar  Iron  Ore  Railway  Company 35,000.00 

Pullman  Company,  The   7,250,000.00 

Rapid  City,  Black  Hills  &  Western  Railroad  Co 4,000.00 

Rio  Grande  Southern  Railroad  Co 105,000.00 

Saint  Joseph  Belt  Railway  Co 95,000.00 

Saint  Joseph  &   Grand  Island  Railway  Co 1,000,000.00 

Saint  Louis  National  Stock  Yards 100,000.00 

Saint  Louis-San  Francisco  Railway  Co.  and  subsidiaries.  550,000.00 

Saint  Paul  Bridge  &  Terminal  Railway  Co 34,000.00 

Savannah  Union  Station  Company 1.00 

Sharpsville    Railroad    14,403.47 

Sioux  City  Bridge  Company   98,546.92 

Southern  Illinois  &  Missouri  Bridge  Company 40,240.10 

Southern  Railway  Company 6,000,000.00 

Southern  Steamship  Company   207,800.00 

Spokane,  Portland  &  Seattle  Railway  Company 1,600,000.00 

Susquehanna  &  New  York  Railroad  Co 42,000.00 

Sussex  Railroad   Company   26,000.00 

Texas  Midland  Railroad 100,000.00 

Trans-Mississippi    Terminal    Railroad    Company 55,000.00 

Ulster  &  Delaware  Railroad  Company,  The. , 390,000.00 

Union  Depot  Company  of  Columbus,  Ohio 20.000.00 

Union  Pacific  Railroad  Co.  and  subsidiaries 8.000,000.00 

Virginian  Railroad  Company,   The    2,100,000.00 

Waupaca.   Green   Bay   Railway   Company 6,383.07 

Weatherford,  Mineral  Wells  &  Northwestern  Ry.  Co 36,000.00 

Western   Pacific  Railroad   Company    4,200,000.00 

West  Side  Belt   Railroad  Company 1,080,000.00 

Wilmington  Railway  Bridge  Co No  cash  payment 

Woodstock  &   Blocton  Railway    19,000.00 

Wrightsville  &  Tennille  Railroad  Co 22,500.00 

Yadkin  Railroad  Co 115,000.00 


158  Railroads ?137,867.335.57 

SHORT  LINE  RAILROADS. 

Bullfrog   Goldfield    Railroad    Co $  12,000.00 

Dayton,  Toledo  &  Chicago  Railway  Co 20,000.00 

Deering  Southwestern  Railway  Co 9,000.00 

Fourche  River  Valley  &  Indian  Territory  Railway  Co 20.600.00 

Gulf,  Florida  &  Alabama   29,100.00 

Kentwood,  Greensburg  &  Southwestern  R.  R.  Co 17,000.00 

Lawndale  Railway  &  Industrial  Company 800.00 

Lorama  Railroad   Company    2.350.00 

Lufkin,  Hemphill  &  Gulf  Railway  Co 8,700.00 

Middle  Tennessee  Railway  Company 5,000.00 

New  Mexico  Central    31,394.67 

Nezperce  &  Idaho  Railroad  Co 6.000.00 

Roanoke  River  Railway  Co 11,700.00 

San  Joaquin  &  Eastern  Railroad  Co 10,000.00 


14  Short  Line  Railroads   $        183.644.67 


Total — 172    Railroads    $138,050,980.24 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  federal  control. 


SEALING   OF   PARCEL-POST   PACKAGES 

Under  a  recent  ruling  of  the  Post  Office  Department,  parcel 
post  shipments  may  be  sealed,  providing  a  printed  label  is  at- 
tached, giving  permission  to  open  the  package  if  necessary,  and 
containing  a  general  description  of  the  material  inclosed.  The 
order  reads  as  follows: 

Paragraph  5,  Section  469,  Postal  Laws  and  Regulations,  Is 
amended  to  read  as  follows: 

"5.  Articles  of  merchandise  or  other  articles  embraced  in  mail  of 
the  fourth  class,  which  are  not  in  themselves  unmailable  (see  Sections 
454,  472  and  480),  when  enclosed  in  sealed  parcels  bearing  printed 
labels  which  show  the  nature  of  contents,  and  name  of  the  manu- 
facturer, producer  or  shipper,  and  endorsed,  'Postmaster:  This  parcel 
may  be  opened  for  postal  inspection  if  necessary,'  or  words  to  that 
effect,  shall  be  accepted  for  mailing  at  the  fourth  class  rates  of 
postage." 

See  Section  460  as  to  penalty  for  inclosing  matter  of  a  higher 
class  in  that  of  a  lower  class  and  mailing  same  at  a  lower  rate  than 
would  be  required  for  such  higher  class. 

It  will  be  noted  that  it  is  not  required  that  the  quantity  of  con- 
tents be  Indicated  on  the  labels  affixed  to  parcels  sealed  and  mailed 
under  the  amended  regulations,  although  this  information  may  be 
shown  if  desired.  In  stating  the  character  of  contents  on  the  labels 
a  descrptive  term  of  a  general  nature  will  suffice,  such,  for  example, 
as  "Cooking  utensils,"  "Confectionery,"  "Food  products,"  "Hardware," 
"Wearing  apparel,"  etc. 

The  following  Is  suggested  as  a  suitable  form  for  a  label: 

Contents:    Manufactured  Tobacco 

Postmaster — This  parcel  may  be  opened  for  postal  inspec- 
tion If  necessary.  John  Doe  &  Co.,  Smithville,  N.  Y. 

Proprietary  articles  of  merchandise  put  up  in  fixed  quantities  in 
sealed  parcels  labeled  in  printing  in  the  manner  indicated  In  Article 
56,  page  15  of  the  July,  1921,  Postal  Guide,  shall  continue  to  be 
accepted  for  mailing  at  the  fourth  class  rates  of  postage. 
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AN  ABSTRACT 

of  Every  New  Freight 
and  Express  Tariff 

and  of 

Every  Supplement 
Filed  With 

The  Interstate  Commerce 
Commission 

by  carriers,  subject  to 
the  act  to  regulate 
commerce,  is  printed  in 

The  TRAFFIC  BULLETIN 

and,  except  in  the  case 
of  short  notice  tariffs, 
it  is  printed 

At  Least  Twenty  Days 

before  the  effective  date 


The  same  plan  is  followed  with 
Boat  Line  Tariffs  filed  with 

THE  SHIPPING  BOARD 


You  can  deal  in  futures  on  Freight 
and  Express  Rates  by  means  of 
The  Traffic  Bulletin  and  with  no 
chance  to  lose. 


Sample*  and  complete  information  fret 

The   Traffic    Service   Corp'n 

418  South  Market  Street,  CHICAGO,  ILL. 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Bet 

MONTREAL  PHILADELPHIA 

BOSTON  PORTLAND,  ME. 

and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  anef  Export  Frtight  Shlpmmnti  Solicit  fd 

COMPANY'S  OFFICES.  Cuoard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  aud  Randolph  St..  Telephone  Central  SOW 


QUEEN3TOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


Monthly  Sailing,  to  Principal   Part. 

Wett  Coast,  South  America— Direct  Service 

Monthly  Freight  and  Pa**eng«r  Sailing* 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitian,  Dominican  and  Cuban  South  Sid*  Port* 

For  , 


•04.11  Quen  ft  Cmcant  Bids..  New  Oriaana.  La. 

New  York  OAai  I*  Hanover  9L        Chicago  OOcc.  *M  aluquettc  Bldg. 

Cabta  Addraa. :  "Or.mnahlp" 


New  Orleans   &. 
Soutli    American  S.S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 

PASSENGER  AND  FREIGHT  SERVICES 
SAN  FRANCISCO-NEW  YORK  SERVICE 

Vl«  Panama  Canal  and  Havana 
Direct  Paaaenger  and  Eipreaa-Freight  Service  between  San  Franclaeo, 

Lo.  Ant  •!••  and   New  York 

Calling   at    Manianillo.    M»»ieo.   San  Joaa  d.  Guatemala.   Acajutla  and 

La  LJbortad,  Salvador.   Balboa  and  Cri.tobal.  Canal  Zon«, 

Havana.  Baltimore  and  Norfolk 

S.S.  Venezuela  sails  from  New  York  February  8th 
S.S.  Ecuador  nil*  from  San  Francisco  January  28th 

and  approximately  .vary  18  day.  thereafter 
All  Naw  York  Sailing,  from  Pier  13.  Atlantic  Terminal.  Brooklyn 

PANAMA  SERVICE 

San  Francisco  to  Mvxico,  Central  Aoiwrica  and  Canal  Zon* 
Sailing*  approximately  every  twenty-two  day* 

G«n«ra/  Office  »:  SOS  California  Street.  San  Francitco 

10  Hanov*r  Squar*.   N.  Y.  Continental   Building,   Baltlmor* 

440   Merchant.*   National   Bank   Building,  Los  An(*las 


"The  Sunshine  Belt  to  the  Orient" 

San  Franciaco  to  Honolulu.  Yokohama.   Kobe.  Shanghai. 
Manila,  Hongkong 

PaaMnger  and  freight  tailing*  by  new  and  luxuriou*  U.  S.  Ship- 
ping Board  21.  100-ton  displacement.  !7V^-knot.  .learners:  5.5. 
Golden  State  (January  14th):  5.  5.  Empire  Stal»  (February 
7th);  5.  5.  Hootier  State  (March  4th). 

MANILA-EAST  INDIA  SERVICE 

San  Franciaco  direct  to  India,  calling  at  Honolulu,  Manila. 
Singapore.  Colombo.  Calcutta 

and  Freight  tailings  by  new  and  commodious  U.  S. 
Board    steamers:    5.   5.    Wolverine    State    (January 
);  5.  5.  Creole  State;  S.  S.  Granite  State. 

Through  Ulli  of  lading  iuufd  to  *nj  from  point*  btyond  porlt  of  emit 
tot  rate,  and  olbrr  ioformatioo  apply  to  any  railroad  or  tourlit  «g<-n<-y,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

fat  California  St.,  San  Francieco 

10  Hanover  Square.   N.  Y.  Continental   Building.  Baltimore 

440  Merchant.  National  Bank  Building,  Lo.  Angela. 

Managing  Agent,  i  U.  S.  Shipping  Board 


Shipping 
19th);  5. 
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LOADING  OF  REVENUE  FREIGHT 

The  Tragic  World  Washington  Bureau 

Revenue  freight  loading  by  districts  in  the  week  ended 
December  24  and  the  corresponding  week  of  1920,  as  reported 
by  the  car  service  division  of  the  American  Railway  Associa- 
tion, follows: 

Eastern  district:  Grain  and  grain  products,  8,274  and  4,905; 
live  stock,  2,305  and  2,682;  coal,  33,528  and  49,112;  coke,  1,587 
and  1,608;  forest  products,  4,491  and  5,623;  ore,  1,221  and  1,253; 
merchandise,  L.  C.  L.,  57,873  and  41,689;  miscellaneous,  53,561 
and  52,899;  total,  1921,  162,844;  1920,  159,771;  1919,  167,094. 

Allegheny  district:  Grain  and  grain  products,  2,611  and 
1,674;  live  stock,  2,351  and  2,787;  coal,  38,522  and  52,390;  coke, 
3,653  and  5,603;  forest  products.  2,542  and  2.883;  ore,  2,037  and 
1,984;  merchandise,  L.  C.  L.,  43,319  and  33,961;  miscellaneous, 
41,933  and  43,865;  total.  1921,  136,968;  1920,  145,147;  1919,  144,245. 

Pocahontas  district:  Grain  and  grain  products,  185  and  79; 
live  stock,  50  and  96;  coal,  16,812  and  16,728;  coke,  138  and 
585;  forest  products,  '1,204  and  1,273;  ore,  21  and  118;  mer- 
chandise, L.  C.  L.,  5,165  and  3,988;  total,  1921,  26,295;  1920, 
24,746;  1919,  22,327. 

Southern  district:  Grain  and  grain  products,  2,889  and 
2,348;  live  stock,  1,299  and  1,735;  coal,  17,969  and  23,940;  coke, 
Z43  and  717;  forest  products,  17.334  and  12.507;  ore,  499  and 
1,640;  merchandise,  L.  C.  L.,  36,060  and  28,921;  miscellaneous, 
32,195  and  28,035;  total,  1921,  108,668;  1920,  99,843;  1919,  106,618. 

Northwestern  district:  Grain  and  grain  products,  9,334  and 
8,600;  live  stock,  6,919  and  5,303;  coal,  7,172  and  8,099;  coke,  967 
and  1,328;  forest  products,  9,322  and  7,711;  ore,  336  and  949; 
merchandise,  L.  C.  L.,  23.746  and  20,624;  miscellaneous,  21,068 
and  19,883;- total,  1921, -78,882;  1920,  72,497;  1919,  87,337. 

Central  Western  district:  Grain  and  grain  products,  9,770 
and  8,611;  live  stock,  8,354  and  6,907;  coal,  18,223  and  22,737; 
coke,  240  and  315;  forest  products,  4.137  and  3,448;  ore,  710 
and  2,182;  merchandise,  L.  C  L.,  29.387  and  2.4,516;  miscel- 
laneous. 27,039  and  27,618;  total,  1921,  97,860;  1920,  96,334; 
1919,  105,995. 

Southwestern  district:  Grain  and  grain  products.  3,726  and 
3.037;  live  stock,  1,680  and  1.108;  coal,  3,626  and  5.181;  coke, 
132  and  90;  forest  products.  6,488  and  5,065;  ore,  665  and  468; 
merchandise,  L.  C.  t,.,  15,379  and  13,040;  miscellaneous,  22,714 
and  22,079;  total,  1921,  54,410;  1920,  50,068;  1919,  51.168. 

Total,  all  roads:  Grain  and  grain  products,  36,793  and  29,- 
254;  live  stock,  22.958  and  20,618;  coal,  135.852  and  178,187; 
coke,  7,140  and  10,246;  forest  products,  45,518  and  38,510;  ore, 
5,489  and  8.594;  merchandise,  L.  C.  L,.,  210.929  and  166,739; 
miscellaneous,  201,248  and  196,258;  total,  1921,  665,927;  1920, 
648,406;  1919,  684.784. 

The  car  service  division  of  the  American  Railway  Associa- 
tion has  issued  a  number  of  charts  depicting  the  trend  of  reve- 
nue freight  loading,  tons  per  car  and  net  ton-miles  a  month, 
for  the  years  1919,  1920,  and  1921,  and  showing  the  monthly 
variation  from  the  average.  In  commenting  on  the  charts,  the 
division  said: 

The  revenue  freight  loading  and  the  net  ton  miles  as  items 
more  directly  reflect  business  conditions,  naturally  show  far  greater 
variations  from  the  three-year  average  than  is  shown  in  the  tons 
loaded  per  car.  The  monthly  freight  loading  and  the  monthly  net 
ton  miles  show  clearly  the  effect  of  the  business  depression  in 
the  first  half  of  1919  and  the  subsequent  rapid  improvement  until 
the  advent  of  the  bituminous  coal  miner's  strike  on  November  1  of 
that  year.  This  naturally  caused  a  marked  downward  trend  and  the 
improvement  from  the  low  point  was  fairly  consistent  except  during 
April.  1920,  which  month  reflected  the  most  severe  effects  of  the 
switchmen's  strikes  of  that  year. 

The  trend  for  the  remainder  of  1920  through  October  is  an  indi- 
cation of  the  remarkable  prosperity  of  that  year,  while  the  great 
falling  off  beginning  in  November,  1920,  illustrates  the  extent  of 
the  industrial  depression  that  has  now  been  with  us  for  over  a 
year.  The  climb  In  1921  has  been  fairly  consistent,  but  seemingly 
ended  with  the  customary  heavy  business  of  October. 

The  tons  loaded  per  car.  while  not  so  direct  a  reflection  of  business 
conditions,  does,  nevertheless,  give  some  Indication  of  the  extent  to  which 
business  practices  adjust  themselves  to  the  requirements  for  trans- 
portation. The  great  variations  from  the  three-year  average  occurred 
In  November  and  December,  1919.  when  bituminous  coal  traffic  was 
at  a  very  low  point  because  of  the  miners'  strike,  and  in  late  1920 
when  coal  and  ore  traffic  were  holding  up  very  well  despite  the  fact 

t  business  generally  hod  already  begun  to  decline.  Other  than  at 
these  two  particular  periods,  the  variations  from  the  three-year 
average  would  seem  to  reflect  the  ability  of  agriculture  and  industry 
»  make  more  effective  and  Intensive  use  of  available  equipment 
when  the  necessity  therefor  was  present  because  of  car  shortage,  the 
converse  being  true  in  car  surplus  periods. 

The  last  diagram  Is  a  comparison  of  the  bad  order  car  situation 
during  1920  and  1921,  the  figures  for  the  latter  of  these  two  years 
consistently  running  higher  than  the  figures  for  1920.  Observe  that 
the  1920  average  very  closely  approximated  the  7  per  cent  normal  now 
accepted  In  determining  the  excess  of  bad  order  cars  over  what  should 
normally  be.  The  Increase  In  the  bad  orders  In  1921  should  be  read 
in  the  light  of  the  fact  that  throughout  that  year  there  was  at  all  times 
a  surplus  of  all  classes  of  equipment  over  and  above  day  to  day  re- 
quirements. 

The  lowest  revenue  freight  loading  on  record  was  reported 
by  the  railroads  to  the  car  service  division  of  the  American  Rail- 
way Association  for  the  week  ended  December  31,  the  total  num- 
ber of  cars  being  531,034,  as  against  602,368  and  612,741  in  the 
corresponding  weeks  of  1920  and  1919,  respectively.  The  next  low- 


i  .si  loading  was-  reported  in  the  week  ended  December  28,  1918, 
when  it  totaled  549,975  cars. 

The  effect  of  the  Christmas  holiday  is  reflected  in  the  loading 
of  the  week  ended  December  31,  and  that  coupled  with  the 
expected  seasonal  depression  in  loading,  accounts  for  the  low 
level  reached. 

As  compared  with  the  loadings  of  the  preceding  week,  sub- 
stantial decreases  were  shown  in  the  loading  of  all  commodities, 
with  the  exception  of  live  stock,  which  jumped  from  22,958  cars 
In  the  week  ended  December  24  to  24,567  cars  in  the  week 
ended  December  31. 

Loading  by  districts  in  the  week  ended  December  31,  1921, 
and  in  the  corresponding  week  of  1920,  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,842  and 
4,050;  live  stock,  2,545  and  2,793;  coal,  24,631  and  46,710;  coke, 
1,459  and  1,640;  forest  products,  3,881  and  5,167;  ore,  970  and  984; 
merchandise,  L.  C.  L.,  47,804  and  36,924;  miscellaneous,  42,804 
and  44,771;  total,  1921,  129,936;  1920,  143,039;  1919,  148,811. 

Allegheny  district:  Grain  and  grain  products,  2,112  and 
1,614;  live  stock,  2,379  and  3,207;  coal,  29,874  and  50,931;  coke, 
3,080  and  5,753;  forest  products,  2,015  and  2,460;  ore,  1,896  and 
2,217;  merchandise,  L,.  C.  L.,  35,223  and  30,655;  miscellaneous, 
33,813  and  39,671;  total,  1921,  110,390;  1920,  136,508;  1919,  145,029. 

Pocahontas  district:  Grain  and  grain  products,  133  and  78; 
live  stock,  69  and  85;  coal,  9,056  and  17,578;  coke,  125  and  595; 
forest  products,  740  and  1,133;  ore,  23  and  29;  merchandise,  L. 
C.  L,.,  3,843  and  3,761;  miscellaneous,  1,895  and  1,570;  total,  1921, 
15,844;  1920,  24,829;  1919,  24,764. 

Southern  district:  Grain  and  grain  products,  2,612  and 
2,365;  live  stock,  1,851  and  1,777;  coal,  15,403  and  24,737;  coke, 
323  and  729;  forest  products,  9,557  and  9,262;  ore,  383  and 
1,760;  merchandise,  L.  C.  L,.,  27,321  and  25,914;  miscellaneous, 
20,745  and  23,484;  total,  1921,  78,195;  1920,  90,028;  1919,  86,465. 

Northwestern  district:  Grain  and  grain  products,  7,701  and 
8,169;  live  stock,  7,573  and  6,763;  coal,  6,847  and  6,323;  coke, 
1,036  and  1,277;  forest  products,  7,157  and  6,199;  ore,  271  and 
873;  merchandise,  L.  C.  L.,  18,666 'and  18,259;  miscellaneous, 
18,936  and  18,673;  total,  1921,  68,187;  1920,  66,536;  1919,  84,021. 

Central  Western  district:  Grain  and  grain  products,  8,620 
and  9,388;  live  stock,  8,522  and  7,883;  coal,  16,770  and  21,370; 
coke,  234  and  242;  forest  products,  3,238  and  2,412;  ore,  611  and 
1,953;  merchandise,  L.  C.  L.,  24,616  and  22,414;  miscellaneous, 
21,677  and  27,663;  total,  1921,  84,288;  1920,  93,325;  1919,  84,289. 

Southwestern  district:  Grain  and  grain  products,  3,055  and 
3,109;  live  stock,  1,328  and  1,367;  coal,  3,081  and  4,818;  coke, 
167  and  50;  forest  products,  4,818  and  4,556;  ore,  729  and  464; 
merchandise,  L.  C.  L.,  12,588  and  12,553;  miscellaneous,  18,088 
and  21,186;  total,  1921,  44,154;  1920,  48,103;  1919,  39,362. 

Total,  all  roads:  Grain  and  grain  products,  30,075  and  28,- 
773;  live  stock,  24,567  and  23,875;  coal,  105,662  and  172,467; 
coke,  6,424  and  10,286;  forest  products,  31,406  and  31,189;  ore, 
4,883  and  8,280;  merchandise,  L.  C.  L,.,  170,061  and  150,480;  mis- 
cellaneous, 157,956  and  177,018;  total,  1921,  531,034;  1920,  602,368; 
1919,  612,741. 


FREE   EXPRESS  SERVICE 

The  Traffic  World  Washington  Bureau 

The  American  Railway  Express  Company  desires  to  issue 
franks  for  the  free  transportation  of  small  parcels  for  its  em- 
ployes. Therefore,  the  Commission  has  reopened  docket  No. 
4662,  one  of  the  old  free  service  investigations,  for  further  hear- 
ing at  times  and  places  to  be  hereafter  indicated. 

In  the  application  for  hearing  on  the  subject,  H.  S.  Marx, 
attorney  for  the  company,  said  the  Commission  had  issued  an 
order,  dated  July  15,  1918,  forbidding  the  issuance  of  franks, 
without  having  held  a  hearing  on  the  subject.  Marx  said  that 
the  old  express  companies,  which  went  out  of  business  June  30, 
1918,  had  asked  for  oral  argument  on  the  subject  but,  he  had 
been  advised,  no  such  argument  was  ever  held.  He  also  said  the 
new  company  had  not  been  heard.  He  said  the  inability  of  the 
express  company  to  perform  free  transportation  for  its  members 
and  to  exchange  franks  with  other  common  carriers  constituted 
a  hardship  on  the  express  company  employes.  They,  like  em- 
ployes of  other  common  carriers,  he  said,  regard  free  service  of 
that  kind  as  part  of  their  emolument.  The  express  company,  he 
said,  expected  to  show  the  Commission  that  the  issuance  of 
franks  would  be  a  reasonable  practice,  so  that  it  would  change 
its  ruling  and  permit  the  performance  of  such  services  without 
charge. 


SOUTHERN   PACIFIC-CENTRAL  PACIFIC  CASE. 

The  United  States  Supreme  Court  has  sent  for  reargumeni 
on  March  13,  No.  5,  The  United  States  of  America,  appellant,  vs. 
Southern  Pacific  Company,  et  al.,  in  which  the  government  is 
seeking  an  order  compelling  the  Southern  Pacific  to  give  up  the 
Central  Pacific.  The  case  has  been  in  the  Supreme  Court  several 
years.  The  government  lost  in  the  lower  courts  in  the  case. 


We  quickly  procure  information  concerning  matters 
in  any  department  of  the  government  in  Washington 
for  subscribers  to  THE  DAILY  TRAFFIC  WORLD. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Broken,  Forwarding 
and  Clearing  Home  Agents 

LAREDO,  TEXAS 

Branches  In  all  Principal  Cities  In  UM  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight  Service  Without  Transhipment 

PORTLAND,  OREGON 

TO 
Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 

(Taku  Bar),  Chinwangtao,  Dairen 
SS  LAS  VEGAS  ......  Jan.  23        SS  WEST  NOMENTUM  .  Mar.  C 

SS  EASTERN  SAILOR   .     Feb.  13        SS  WEST  KADER   ...  Mir.  27 

Shanghai,  Manila  and  Hongkong 

SS  WEST  KEATS  .  ...  Jm.  17 

SS  VINITA  ........  Feb.  17 

SS  WEST  CAYOTE  .  .  .  Mir.  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  regarding  Space,  Rates,  etc.,  apply  to 

COLUMBIA  PACIFIC  SHIPPING  CO., 
UNITED  AMERICAN  LINES,  INC.,    »" 
R.  T.  JOHNS  &  COMPANY,  INC,  Cm 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Issued  for  the  benefit  of  snipper*  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  has  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  Issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  In  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LCT  M  KM*  YOU  UMPUE  PACK 

W.  J.  HARTMAN,   PUBLISHER 

732  FEDERAL  ST..  CHICAGO.  U.  S.  A. 
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AUTOMATIC  CONTROL  DEVICES 

Tht  Traffic  World  Washington  Bureau 

Forty-nine  railroads,  under  an  order  entered  by  the  Com- 
mission in  No.  13413,  in  the  matter  of  automatic  train-control 
devices,  are  required  to  show  cause  on  or  before  March  15,  1922, 
why  a  report  and  order  prescribing  installation  of  automatic 
train-stop  or  train-control  devices  on  or  before  July  1,  1924,  should 
not  be  adopted  and  the  order  entered. 

Reviewing  14  years  of  investigation  and  study  of  the  subject 
under  mandate  of  Congress,  the  Commission  said  its  investiga- 
tions had  shown  that  automatic  train  control  had  long  since 
passed  the  experimental  stage. 

"The  matter  of  cost  is  the  basis  upon  which  the  carriers 
have  raised  objection  to  an  order  requiring  the  installation  of 
automatic  stop  or  train  control  devices,"  the  Commission  says 
in  its  report.  "Like  objection  has  been  made  to  the  installation 
of  all  other  safety  devices  which  are  now  in  use  and  which  have 
long  since  demonstrated  their  practicability  and  necessity.  This 
objection  has  been  raised  in  prosperous  as  well  as  in  non-pros- 
perous years.  Yet  the  compensation  from  a  financial  standpoint 
which  will  result  from  securing  added  safety  in  train  operations 
should  not  be  overlooked." 

From  1909  to  1917,  inclusive,  the  Commission  said,  head-on 
and  rear-end  collisions  caused  damages  of  over  $19,000,000  to 
railroad  property  alone,  and  resulted  in  death  to  2,454  persons 
and  injury  to  37,724.  From  January  1,  1918,  to  June  30,  1920, 
inclusive,  such  collisions  caused  damage  to  railroad  property  of 
over  $7,000,000,  and  resulted  in  death  to  635  persons  and  injury 
to  6,240,  the  Commission  said. 

"If  to  the  large  property  loss  there  be  added  the  death 
losses  and  the  damages  paid  for  persons  injured  the  total  rises 
to  enormous  figures,"  H  said.  "If  these  vast  sums  which  repre- 
sent total  losses  to  the  carriers  had  been  expended  in  the  in- 
stallation of  block  signal  systems  or  automatic  train-stop  or 
train-control  devices,  many  thousands  of  miles  of  railroads  could 
have  been  equipped." 

In  its  proposed  order,  the  Commission  said  in  conclusion: 

The  railroads  hereinafter  designated  which  are  required  to  install 
upon  the  designated  portions  of  their  roads,  automatic  train  control 
devices  in  accordance  with  our  specifications  and  requirements,  have 
been  selected  With  regard  to  the  mer  sure  of  the  risk  of  accident  m 
connection  with  traffic  conditions  thereon. 

We  have  decided  not  to  limit  by  our  order  the  installation  of 
these  devices  to  roads  or  parts  of  roads  already  equipped  with  auto- 
matic block  signals,  because  we  have  no  desire  to  discourage  efforts 
for  automatically  controlling  trains  without  the  aid  of  the  fixed  way- 
side signals.  The  statement,  therefore,  as  to  the  primary  function 
of  automatic  train-stop  or  train-control  devices  recognizes  the  possi- 
bility of  establishing  such  a  device  without  the  use  of  automatic  block 
signals  in  conjunction  therewith. 

The  following  carriers  by  railroad  subject  to  the  interstate  com- 
merce act  are  required  to  install  on  or  before  the  first  day  of  July, 
1924,  an  automatic  train-stop  or  train-control  device  or  devices  which 
comply  with  the  specifications  and  requirements  set  forth  in  the 
appendix  hereto,  such  device  to  be  applied  to  or  operated  in  con- 
nection with  all  road  engines  running  on  or  over  at  least  one  full 
passenger  locomotive  division  included  in  the  part  of  each  of  such 
carrier's  main  line  between  points  designated: 

The  Atchison,  Topeka  &  Santa  Fe  Railway  Company,  between 
Chicago,  111.,  and  Newton,  Kan. 

The  Atlantic  Coast  Line  Railroad  Company,  between  Richmond, 
Va.,  and  Charleston,  S.  C. 

The  Baltimore  &  Ohio  Railroad  Company,  between  Baltimore,  Md., 
and  Pittsburgh.  Pa. 

The  Boston  &  Albany  Railroad  Company,  between  Boston,  Mass., 
and  Albany,  N.  Y. 

The  Boston  &  Maine  Railroad  Company,  between  Boston,  Mass., 
and  Portland,  Me. 

The  Buffalo.  Rochester  &  Pittsburgh  Railway,  between  Rochester, 
N.  Y.,  and  Butler,  Pa. 

Central  Railroad  of  New  Jersey,  between  Jersey  City,  N.  J.,  and 
Scranton,  Pa. 

The  Chesapeake  &  Ohio  Railway  Company,  between  Richmond, 
Va.,  and  Clifton  Forge,  Va. 

The  Chicago  &  Alton  Railroad  Company,  between  Chicago,  111., 
and  Springfield,  III. 

The  Chicago  &  Eastern  Illinois  Railroad  Company,  between  Chi- 
cago. 111.,  and  Danville,  111. 

The  Chicago  &  Erie  Railroad  Company,  between  Chicago,  111.,  and 
Salamanca,  N.  Y. 

Chicago  &  Northwestern  Railway  Company,  between  Chicago,  111., 
and  Omaha,  Neb. 

Chicago,  Burlington  &  Quincy  Railroad  Company,  between  Chi- 
cago. 111.,  and  Omaha,  Neb. 

Chicago,  Indianapolis  &  Louisville  Railway  Company,  between  Chi- 
cago. 111.,  and  Louisville,  Ky. 

Chicago.  Milwaukee  &  St.  Paul  Railway  Company,  between  Chi- 
cago. 111.,  and  St.  Paul,  Minn. 

The  Chicago.  Rock  Island  &  Pacific  Railway  Company,  between 
Chicago,  111.,  and  Rock  Island,  111. 

Chicago,  St.  Paul.  Minneapolis  &  Omaha  Railway  Company,  be- 
tween Minneapolis.  Minn.,  and  Omaha.  Neb. 

The  Cincinnati,  New  Orleans  &  Texas  Pacific  Railway  Company, 
between  Cincinnati,  O.,  and  Knoxville,  Tenn. 

The  Cleveland.  Cincinnati.  Chicago  &  St.  Louis  Railway  Company, 
between  Cleveland,  O.,  and  St.  Louis,  Mo. 

The  Delaware  &  Hudson  Company,  between  Wilkes-Barre,  Pa  , 
and  Albany.  N.  Y. 

The  Delaware,  Lackawanna  &  "Western  Railroad  Company  be- 
tween Hoboken.  N.  J..  and  Buffalo,  N.  Y. 

Erie  Railroad  Company,   between  Jersey   City,    N.   J.,    and   Buf- 

Galveston,  Harrlsburg  &  San  Antonio  Railway  Company  between 
El  Pnso,  Tex.,  and  Houston.  Tex. 

The  Great  Northern  Railway  Company,  between  St.  Paul,  Minn., 
and  Minot,  N.  D. 

Illinois  Central  Railroad  Company,  between  Chicago,  111.,  and  Mem- 
phis, Tenn. 


The  Kansas  City  Southern  Railway  Company,  between  Kansas 
City,  Mo.,  and  Texarkana,  Tex. 

Lehigh  Valley  Railroad  Company,  between  Jersey  City,  N.  J.,  and 

The  Long' Island  Railroad  Company,  between  Jamaica,  N.  Y.,  and 

Louisville  &  Nashville  Railroad  Company,  between  Louisville,  Ky., 
and  Birmingham;  Ala. 

The  Michigan  Central  Railroad  Company,  between  Chicago,  111., 
and  Detroit,  Mich. 

Missouri  Pacific  Railroad  Company,  between  St.  Louis,  Mo.,  and 
Kansas  City,  Mo. 

The  New  York  Central  Railroad  Company,  between  Albany,  N.  Y., 
and  Cleveland,  O. 

The  New  York,  Chicago  &  St.  Louis  Railroad  Company,  between 
Chicago,  111.,  and  Cleveland.  O. 

The  New  York,  New  Haven  &  Hartford  Railroad  Company,  be- 
tween New  York,  N.  Y.,  and  Providence,  R.  I. 

Norfolk  &  Western  Railroad  Company,  between  Roanoke,  Va., 
and  Columbus,  O. 

Northern  Pacific  Railway  Company,  between  St.  Paul,  Minn.,  and 
Mandan,  N.  D. 

Oregon-Washington  Railroad  &  Navigation  Company,  between 
Portland,  Ore.,  and  Pendleton,  Ore. 

The  Pennsylvania  Railroad  Company,  between  Philadelphia,  Pa., 
and  Pittsburgh,  Pa. 

Pere  Marquette  Railway  Company,  between  Grand  Rapids,  Mich., 
and  Detroit,  Mich. 

Philadelphia  &  Reading  Railway  Company,  between  Philadelphia, 
Pa.,  and  Harrlsburg,  Pa. 

The  Pittsburgh  &  Lake  Erie  Railroad  Company,  between  Pitts- 
burgh, Pa.,  and  Youngstown,  O. 

The  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Railroad  Com- 
pany, between  Pittsburgh,  Pa.,  and  Indianapolis,  Ind. 

Richmond.  Frederickshurg  &  Potomac  Railroad  Company,  between 
Washington.  D.  C.,  and  Richmond.  Va. 

St.  Louis-San  Francisco  Railway  Company,  between  St.  Louis, 
Mo.,  and  Springfield,  Mo. 

Southern  Pacific  Company,  between  Oakland  and  Sacramento, 
Calif. 

Southern  Railway  Company,  between  Washington,  D.  C.,  and 
Atlanta,  Ga. 

Union  Pacific  Railroad  Company,  between  Omaha,  Neb.,  and 
Cheyenne,  Wyo. 

West  Jersey  and  Seashore  Railroad  Company,  between  Philadel- 
phia. Pa.,  and  Atlantic  City,  N.  J. 

Western  Maryland  Railway  Company,  between  Baltimore  and 
Cumberland,  Md. 

EXCISE  TAX  HELD  INVALID 

Tht  Traffic  World  Washington  Bureau 

A  special  excise  tax,  assessed  against  five  railroad  com- 
panies by  the  state  of  North  Dakota,  for  the  years  1918  and  1919, 
under  the  statute  of  that  state,  was  held  to  be  invalid  by  the 
United  States  Supreme  Court,  this  week  in  No.  329,  James  C. 
Davis,  Director  General  of  Railroads,  et  al.,  appellate,  vs.  George 
Wallace,  et  al.  The  suit  was  brought  by  the  Director  General 
and  the  five  railroad  companies  to  enjoin  the  collection  of  the  tax. 

Mr.  Justice  Van  Devanter,  who  delivered  the  opinion  of  the 
court,  said  each  of  the  five  companies  was  subjected  in  the  usual 
way  to  a  full  property  tax  on  all  of  its  property  within  the  state, 
and  that  that  tax  was  not  in  question,  the  suit  relating  only  to 
the  special  excise  tax. 

"The  taxing  officers,"  said  the  Justice,  "at  first  assessed  the 
tax  for  the  year  1918  against  these  companies,  by  using  in  its 
computation  the  mileage  ratio  prescribed  in  the  second  proviso 
of  the  statute;  but  this  court  held  that  the  tax  so  assessed  was 
an  unwarranted  interference  with  interstate  commerce  and  a 
taking  of  property  without  due  process  of  law.  (Wallace  vs. 
Hines,  253  U.  S.  66.)  Thereupon  the  taxing  officers  assessed  the 
tax  for  that  year,  and  also  for  1919,  by  using  in  its  computation 
the  ratio  specified  in  the  last  preceding  clause  of  the  statute — 
that  is  to  say,  a  ratio  fixed  by  contrasting  the  value  of  the  com- 
pany's railroad  within  the  state  with  the  value  of  its  entire  rail- 
road within  and  without  the  state." 

The  district  court  of  the  United  States  for  the  district  of 
North  Dakota  dismissed  the  bill  on  its  merits  and  the  case  was 
appealed  to  the  supreme  Court.  Mr.  Justice  Van  Devanter  said: 

The  first  of  the  objections  made  to  the  tax  is  that  it  was 
assessed  on  a  basis  which  the  statute  does  not  authorize  or  sanc- 
tion, of  course,  if  this  be  so,  the  tax  must  fall,  and  the  other 
objections  need  not  be  considered.  The  statute  does  not  prescribe 
a  single  or  unvarying  basis  whereon  the  tax  shall  be  assessed,  but 
designates  several  bases  and  defines  the  particular  situation  in 
which  each  shall  be  applied.  Where  the  business  of  the  corporation 
is  wholly  within  the  state,  the  tax  is  to  be  computed  according  to 
the  "capital  actually  Invested"  in  the  business.  Where  the  busi- 
ness is  partly  within  and  partly  without  the  state,  the  computation 
is  to  be  based  on  a  proportion  of  the  company's  "entire  stock  and 
bond  issues"  which  is  to  be  taken  as  representing  the  "Investment 
within  the  state."  But  the  proportion  is  to  be  determined  by 
standards  which  vary  materially.  In  one  situation  it  is  to  conform 
to  the  ratio  of  the  company's  business  within  the  state  to  Its 
total  business,  and  in  another  to  the  ratio  of  the  company's  property 
employed  In  its  business  within  the  state  to  its  entire  property  em- 
ployed in  Its  business  wherever  conducted.  In  the  instance  of  the 
railroad  companies  and  other  public  utility  corporations  having 
lines  partly  within  and  partly  without  the  state,  the  statute  spe- 
cifically provides  that  it  shall  conform  to  the  ratio  of  the  company's 
mileage  within  the  state  to  its  entire  mileage.  This  special  provi- 
sion is  embodied  in  a  proviso  or  excepting  clause,  which  comes  ime- 
mediately  after  the  clause  relating  to  other  corporations,  and  reads 
as  follows: 

"  *  *  •  provided,  that  in  the  case  of  a  railroad,  telephone,  tele- 
graph, car  or  freight-line,  express  company  or  other  common  carrier, 
or  a  gas,  light,  power  or  heating  company,  having  lines  that  enter 
into,  extend  out  of  or  cross  the  state,  property  within  the  state  shall 
be  held  to  mean  that  proportion  of  the  entire  property  of  such  cor- 
poration engaged  in  such  business  which  its  mileage  within  the 
state  bears  to  its  entire  mileage  within  and  without  the  state." 

This  provision   shows  that   the   legislature  intended   by   it   to  put 
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ROCHESTER,  NEW  YORK 

General  Storage        Carload  Distribution 


Awriea.  CWi.  W  W«  I 


R  R.  &  P.  WAREHOUSE,  Inc. 


MUSKOGEE,  OKLA.  I 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


Transcontinental  Rates  to  Pacific  Coast  Ports  and 
Ocean  Rales  to  Far  East  Reduced 

Write  Ul  /or  particular* 

Aetna  Serrke  Conpaiy,  £. 


Suit*  1101,   14 


ACOTU  TKrouihout  ib*  World. 


KM* 

*     "— Jir 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1MO  »outh  Canal  •trOTt,  near  Taylor  Street 

Teaming  of  Every   Description — Cty  Delivery  Servles  «n«   Cirtoa* 
BSBWHSM 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  Hou§e  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

9M.M*  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVESTON 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cart  arc  operated  daily   out   of  Dallas  to   Laredo  for 
Mexican  point*.    Oooda  conaigned  in  our  care  will  reach  thii  car. 

We  Specialize  on  Dittribution  and  Storage 

of  Merchandise  of  All  Kindt 
OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rate*  furnished 
upon  application.     Correspondence  solicited. 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists  for  Shippers 

710-711-712  Laclede  Gas  Light  Building 
Eleventh  and  Olive  Sta.,     St.  Louis,  Mo. 


Our  Traffic  Experts  are  prepared  to  handle  all  of  your  traffic 
problems,  such  as  rate  quotations,  auditing  freight  and  de- 
murrage bills,  handling  claims  for  overcharges,  loss  or  dam- 
age. Shippers  or  their  attorneys  will  find  our  analytical  traffic 
reports  very  valuable  in  cases  before  Rate  Committees,  State 
Public  Service  Commissions  or  the  Interstate  Commerce 
Commission.  Our  own  Legal  Department  is  at  your  service 
in  such  matters. 

Reference:     Union  Station  Trust  Co.,  St.  Louis,  Mo. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

E»tabli.Ked  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stock*, 
Storage  Account!  and  handling  of  Car- 
loads (or  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company.  Inc. 

Forwarding  Agent* 
LAREDO     .     .     .     TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICESi 
Laredo,  Texas  El  Paso,  Te««»  Eafle  Paia,  Te»as 

Nuevo  Laredo,  Tampa.  Juares,  Chih. 

Piedra.  Necra*.  Coah.     Mexico  City       Monterrey,  N.  L. 

Wrtlm   at   for   fmll  particular*   mnd  rmqumtt 
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the  corporations  which  its  describes  in  a  seperate  class  for  the  pur- 
pose of  the  tax,  to  require  as  to  them  that  the  tax  be  computed 
and  assessed  on  the  special  basis  there  prescribed,  and  to  exempt 
them  from  the  bases  applicable  to  other  corporations.  That  inten- 
tion hardly  could  have  been  more  clearly  expressed. 

True  this  provision  was  held  in  Wallace  v.  Hines,  supra,  to  be 
in  conflict  with  constitutional  limitations  and  indefensible  as  respects 
the  railroad  companies  now  before  us;  but  that  does  not  make  the 
provision  any  the  less  a  key  to  the  intention  of  the  legislature,  or 
enable  the  taxing  officers  to  subject  these  corporations  to  other 
provisions  from  which  the  act  as  a  whole  shows  the  legislature  in- 
tended to  except  them. 

Where  an  excepting  provision  in  a  statute  is  found  unconstitu- 
tional, courts  very  generally  hold  that  this  does  not  work  an  enlarge- 
ment of  the  scope  or  operation  of  other  provisions  with  which  that 
provision  was  enacted  and  which  it  was  intended  to  qualify  or 
restrain.  This  reasoning  on  which  the  decisions  proceed  is  illustrated 
in  State  ex  rel.  v.  Dombaugh,  20  Ohio  St.  167,  174.  In  dealing  with  a 
contention  that  a  statute  containing  an  unconstitutional  proviso 
should  be  construed  as  if  the  remainder  stood  alone,  the  court  there 
said:  "This  would  be  to  mutilate  the  section  and  garble  its 
meaning.  The  legislative  intention  must  not  be  confounded  with 
the  power  to  carry  that  Intention  into  effect.  To  refuse  to  give  force 
and  vitality  to  a  provision  of  law  is  one  thing,  and  to  refuse  to 
read  it  is  a  very  different  thing.  It  is  a  mere  figure  of  speech  that 
we  gay  an  unconstitutional  provision  of  a  statute  is  stricken  out. 
For  all  the  purposes  of  construction  it  is  to  be  regarded  as  part  of 
the  act.  The  meaning  of  the  legislature  must  be  gathered  from  all 
they  have  said,  as  well  as  from  that  which  is  ineffectual  for 
want  of  power  as  from  that  which  is  authorized  by  law." 

Here  the  excepting  provision  was  in  the  statute  when  it  was 
enacted,  and  there  can  be  no  doubt  that  the  legislature  intended 
that  the  meaning  of  the  other  provisions  should  be  taken  as  restricted 
accordingly.  Only  with  that  restricted  meaning  did  they  receive 
the  legislative  sanction  which  was  essential  to  make  them  part  of 
the  statute  law  of  the  state;  and  no  other  authority  is  competent 
to  give  them  a  larger  ^application.  Had  they  been  enacted  without 
the  excepting  provision  and  had  it  been  embodied  in  a  subsequent 
amendatory  act  a  different  situation  would  be  presented — one  in 
which  that  provision  would  have  no  bearing  on  the  meaning  or  scope 
of  the  others — because  an  existing  statute  cannot  be  recalled  or 
restricted  by  anything  •  short  of  a  constitutional  enactment.  This 
was  recognized  in  Truax  v.  Corrigan  (December  19,  1921),  where, 
when  an  amendatory  exceptions  proved  unconstitutional,  we  held  that 
the  original  statute  stood  wholly  unaffected  by  it. 

From  what  has  been  said  it  follows  that  to  sustain  the  tax  in 
question  we  should  have  to  hold  that  the  taxing  officers,  on  finding 
that  it  could  not  constitutionally  be  assessed  on  the  basis  it  on 
another  and  different  basis  which  the  statute  shows  was  not  to  be 
applied  to  corporations  of  the  class  to  which  these  railroad  com- 
panies belong.  Of  course  we  cannot  so  hold. 

We  are  accordingly  of  the  opinion  that  the  first  objection  to 
the  tax  is  well  taken,  and  therefore  that  the  tax  is  invalid  and  its 
collection  should  be  enjoined. 


PULLMAN  CO.  BUYS  CAR  COMPANY 

The  Traffic  World  Washington  Bureau 

The  Pullman  Company  has  been  authorized  by  the  Com- 
mission to  issue  165,000  shares  of  capital  stock  of  the  par  value 
of  |100  each  for  the  purpose  of  acquiring  all  the  assets  of  the 
Haskell  &  Barker  Car  Company,  Inc.,  the  stock  to  be  used  in 
paying  for  the  property  in  full. 

"We  are  of  the  opinion,"  the  Commission  said,  "that  it  was 
not  necessary  for  the  applicant  to  apply  to  us  for  permission 
to  issue  the  securities  covered  by  this  report,  but  counsel  for 
applicant  think  otherwise,  and,  since  there  is  room  for  doubt 
concerning  the  matter,  we  have  decided  to  assume  jurisdiction  in 
the  premises." 

Commissioner  Eastman,  dissenting,  said: 

I  agree  with  the  majority  that  it  was  not  necessary  for  applicant 
to  come  to  us,  but  do  not  agree  that  we  should  assume  Jurisdiction. 
Applicant  is  in  part  a  common  carrier  and  in  part  a  manufacturing 
corporation.  In  the  latter  capacity  it  proposes,  to  acquire  the  plant  of 
another  manufacturing  corporation.  The  transaction  has  nothing  to 
do  with  the  performance  of  applicant's  functions  as  a  common  car- 
rier, and  we  ought  not  to  add  to  our  burdens  by  passing  upon  it  unless 
the  law  requires  us  to  do  so.  Our  view  of  the  law  justifies  us  in 
refusing  to  undertake  the  task.  If  applicant  thinks  this  view  incor- 
rect, there  are  means  whereby  it  may  be  tested. 

The  Pullman  Company  proposes  to  increase  its  authorized 
capital  stock  from  $120,000,000  to  $135,000,000  in  order  to  carry 
out  its  agreement  with  the  Haskell  &  Barker  Company  for  ac- 
quisition of  that  company's  property.  An  investigation  by  the 
Pullman  Company  of  the  assets  of  the  car  company  as  of  Sep- 
tember 30,  1921,  showed  the  net  book  value  of  the  property  to 
be  $16,908,528.05.  Against  this  net  value,  the  Commission  said, 
there  is  a  capital  stock  liability  of  $11,000,000,  leaving  a  surplus 
of  $5,908,528.05.  No  valuation  was  placed  on  the  good  will  or 
earning  capacity  of  the  car  company,  it  said. 

In  its  finding,  the  Commission  said  in  part: 

Prices  quoted  on  the  New  York  Stock  Exchange  during  the  latter 
half  of  1921  for  the  applicant's  stock  ranged  from  89%  to  111%,  and 
for  the  car  company's,  from  50%  to  82.  Upon  this  basis,  the  165,000 
shares  of  the  applicant's  stock  proposed  to  be  exchanged  would  have 
been  worth  at  the  lower  figure,  $14,226,250,  and  at  the  higher, 
118,356,250,  while  the  total  outstanding  shares  of  the  car  company's 
stock  ranged  in  value  from  $11,110,000  to  $18,640,000.  On  January  3, 
1922,  the  price  of  applicant's  stock  ranged  from  106%,  to  107%  and 
the  car  company's  from  76%  to  78%.  At  the  lower  figures  in  both 
case*  165,000  shares  of  the  applicant's  stock  would  be  worth  $17  448  750 
and  the  total  outstanding  shares  of  the  car  company's  stock  $16,802,500. 

It  Is  represented  that  the  car  company's  assets  have  increased 
since  the  above  date,  due  to  the  completion  of  certain  orders  at  a 
material  profit.  The  applicant  will  assume  all  liabilities  of  the  car 
company  existing  at  the  time  of  the  purchase,  which  it  is  stated  will 
be  substantially  as  shown  above. 

Under  the  general  corporation  law  of  New  York,  stockholders  of 
the  car  company  not  assenting  to  the  sale  may  have  their  holdings 
appraised,  whereupon  the  consenting  stockholders  may  pay  the 
appraisals  and  become  vested  of  all  interests  of  the  stockholders  whose 


stock  has  been  so  appraised.  In  addition  to  the  liabilities  above 
mentioned,  the  applicant  will  assume  and  pay  any  excess  of  such 
appraisals  over  and  above  what  can  be  realized  from  the  shares  of 
applicant's  stock  which  would  be  distributed  to  the  owners  of  the 
appraised  stock  had  they  been  consenting  stockholders. 

It  is  represented  that  the  manufacturing  plant  of  the  car  com- 
pany is  so  located  that  it  can  be  used  to  advantage  by  the  applicant 
in  the  manufacture  of  sleeping  and  parlor  cars  in  which  it  performs 
a  service  to  the  public  as  a  common  carrier. 

The  Commission  said  it  considered  a  protest  by  C.  E.  Nash, 
of  Los  Angeles,  that  the  consideration  proposed  to  be  paid  for 
the  assets  of  the  car  company  was  excessive,  and  would  result 
in  higher  charges  to  the  public  by  the  applicant.  No  other  ob- 
jection was  made. 


INTERLOCKING  DIRECTORATES,  ETC. 

Tht  Tragic  World  Washington  Bureau 

Officers  of  the  Norfolk  &  Western  Railway,  Tug  River  & 
Kentucky  Railroad,  Williamson  &  Pond  Creek  Railroad,  and 
other  roads  have  been  permitted  to  retain  their  positions  with 
those  and  other  lines;  officers  of  the  Georgia  Southern  &  Florida 
Railway,  Florida  East  Coast  Railway,  Gulf,  Mobile  &  Northern 
Railroad  and  other  lines  have  been  authorized  to  retain  their 
positions  with  those  and  other  lines. 

The  Commission  has  authorized  officers  of  the  El  Paso  & 
Northeastern.  Company,  El  Paso  &  Rock  Island  Railway,  Great 
Northern  Railway,  Chicago,  Burlington  &  Quincy  Railroad, 
Northern  Pacific  Railway,  El  Paso  &  Southwestern  Company 
and  other  lines  to  retain  their  positions;  officers  of  the  Flint 
River  &  Northeastern  Railroad  and  Georgia  Northern  Railway 
to  hold  their  positions;  officers  of  the  Ann  Arbor  Railroad,  Man- 
istique  &  Lake  Superior  Railroad  and  Tennessee,  Alabama  & 
Georgia  Railroad  to  hold  their  positions;  officers  of  the  St. 
Joseph  Terminal  Railroad,  Atchison,  Topeka  &  Santa  Fe  Rail- 
way, Gulf,  Colorado  &  Santa  Fe  Railway  and  other,  lines  to 
retain  their  positions;  officers  of  the  Chicago,  Peoria  &  St.  Louis 
Railroad,  Alton  Terminal  Railway,  Peoria  &  Pekin  Union  Rail- 
way and  other  roads  to  retain  their  positions;  officers  of  the 
Rock  Island  &  Peoria  Railway,  Chicago,  Rock  Island  &  Gulf 
Railway,  Belt  Railway  Company  of  Chicago  and  other  lines  to 
hold  their  positions;  and  officers  of  the  Southern  Railway  Com- 
pany and  subsidiaries  to  retain  their  positions  with  those  and 
other  companies. 

C.  W.  Michel  has  been  permitted  to  retain  the  positions  of 
director  of  the  St.  Louis-San  Francisco  Railway,  Birmingham 
Belt  Railroad,  Kansas  City,  Fort  Scott  &  Memphis  Railway  and 
Kansas  City,  Memphis  &  Birmingham  Railroad. 

The  Commission  has  denied  the  application  of  J.  Ogden  Ar- 
mour to  retain  the  positions  of  director  in  the  Illinois  Central 
and  the  Chicago,  Milwaukee  &  St.  Paul.  The  only  reason  given 
in  the  order  is  that  "it  has  not  been  shown  that  neither  public 
nor  private  interests  would  be  adversely  affected."  Mr.  Armour 
will  have  to  select  which  of  the  two  directorships  he  wishes  to 
retain. 

W.  Averell  Harriman  has  been  authorized  to  retain  his 
directorships  in  the  Union  Pacific  and  certain  subsidiaries,  but 
he  must  choose  between  the  Illinois  Central  and  the  Baltimore 
&  Ohio  directorships,  which  he  holds,  and  give  up  one  or  the 
other. 

Cornelius  Vanderbilt  has  been  authorized  to  retain  the  posi- 
tions of  member  of  the  board  of  managers  and  member  of  the 
executive  committee  of  the  Delaware  &  Hudson,  and  the  positions 
either  of  director  of  the  Illinois  Central  and  certain  subsidiaries 
or  of  director  of  the  Missouri  Pacific. 

As  to  other  officers  of  the  Illinois  Central  and  subsidiaries, 
the  Commission  approved  the  applications  to  hold  more  than 
one  position. 

Officers  of  the  Ludington  &  Northern  Railway  and  the  Ken- 
tucky &  Tennessee  Railway  have  been  authorized  to  retain  their 
positions  with  those  roads. 

The  Commission  has  permitted  officers  of  the  Kansas  City 
Southern  Railway,  the  Poteau  Valley  Railroad,  and  other  lines 
to  hold  their  positions  with  those  and  other  lines;  certain  direc- 
tors of  the  Chicago,  Milwaukee  &  St.  Paul  Railway  and  the 
Kansas  City  Southern  Railway  have  also  been  permitted  to  re- 
tain their  positions  with  those  roads. 

Officers  of  the  Black  Mountain  Railway,  the  Carolina,  Clinch- 
field  &  Ohio  Railway,  Elkhorn  Southern  Railway  and  other 
roads  have  been  authorized  to  retain  their  positions  with  those 
and  other  roads. 

Walter  T.  Rosen  has  been  permitted  to  retain  the  positions 
of  director  and  member  of  executive  committee  of  the  Macon, 
Dublin  &  Savannah  Railroad,  Kansas  City  Southern  Railway, 
Carolina,  Clinchfleld  &  Ohio  Railway  and  director  and  member 
of  executive  and  finance  committees  of  the  Seaboard  Air  Line 
Railway. 

John  G.  Shedd  has  been  authorized  to  hold  the  position  of  di- 
rector of  the  Baltimore  &  Ohio  Railroad  and  the  Chicago,  Rock 
Island  &  Pacific  Railroad. 


NORFOLK  SOUTHERN  LOAN 

The  Norfolk  Southern  has  applied  to  the  Commission  for  a 
loan  of  |1,000,000   to  take  up   maturing  obligations. 


January  14.  1922 
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GALVESTON 

The  Stone  Forwarding  Company 

220—  2 1st   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

* 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  tailing  schedule  covering 
all  tailings  from  Galvetton,  Texat  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwardinf  I 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouse* 


ear 


ofowwcnbouM. 


p.rtmtnt.  wpar.ti-d  by  14  inch  ftrt  w.lli  A  D  T.  Watchman  Service  LOW  INSURANCE  RATES, 
pprocimately  100,000  «q  ft.  door  KMCC,  li  devoted  entirely  to  the  handling  of  merchandise  distribution 
mf  you  •bvolute  Mfoty  from  h*Mra«  of  mil  kinds. 


•r  ttnry  ofowwc 

COTTON  CONCENTRATION  COMPANY,  Inc. 


C.  WILEY.  M«na(M-.  CALVESTON 
tttmkmi  »f  In*  AaMrkao  W«r.U»il»««'.  AucetatiM 
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PERFECT    PACKAGE    MONTH    RESULTS 

Tabulations  of  the  results  of  the  perfect  package  campaign, 
put  on  by  the  American  Railway  Association  and  the  American 
Railway  Express  Company  last  November,  as  contained  in  a  re- 
port Issued  under  date  of  January  12,  show  that  in  1,294  cities  and 
towns,  182,830  packages  out  of  a  total  shipped  of  20,239,097  in- 
volved errors  in  packing,  marking  and  billing.  The  percentage 
of  perfect  packages  was  99.10. 

Cities  of  between  5,000  and  10,000  population  led,  as  a  class, 
with  a  percentage  of  99.40,  and  cities  between  25,000  and  100,000 
made  the  poorest  showing,  with  a  percentage  of  98.88.  A  re- 
capitulation showed  the  standing  of  the  various  classes  of  cities 
and  towns  to  be  as  follows: 

FREIGHT. 

Number       Number 

Group.                                                   Population.  shipments,    except  ns 

A  (56  cities) -Over  100,000  5,724,764             50,3a7 

B   (156  cities) 25.000  to  100.000  1,946,605            30,726 

C    (254   cities      10.000  to     25,000  1,098,041            16.324 

D   (227  cities)    5,000  to     10,000  338,155 

E  (601  cities  and  towns  i Under      5,000  232,180 


able   assistance   rendered  in   compiline   reports   and   correcting   condi- 
tions contributing;  to  loss  and  damage. 


Total   (1,294  cities  and  towns). 


2,761 
1,592 

9,339,745         "101,766 

EXPRESS. 

Number  Number 

Group                                                Population.  shipments,  except'ns. 

A  (56  cities)    Over  100.000  7,871,455  64,697 

B   (156  cities)    .                25,000  to  100,000  1,508.649  6,931 

C    (254  cities)    .            ...„ 10,000  to     25,000  848,642  5,559 

D   (227  cities)    T 5,000  to     10,000  350,523  2,137 

E  (601  cities  and  towns) Under      5,000  320,083  1,746 


Total   (1,294  cities  and  towns). 


10,899,352 


'81,070 


FREIGHT  AND  EXPRESS  COMBINED. 


Group.  Population. 

A  (56  cities) Over  100,000 

B    (156   cities).... 25.000  to  100,000 

C   (254   cities) 10,000  to    25,000 

D   (227   cities) 5,000  to     10,000 

E   (601  cities  and 
towns)    Under   5,000 

Total  (1,294  cities  and  towns) 


Number  Number  Per  cent 

shipments,  except'ns.  perfect. 

13,596,219  115,054  99.15 

3,455,254  37,657  98.91 

1,946,683  -21,883  98.88 

688,678  4,898  99.29 


552,263 


20,239,097 


3,338 
•182,830 


99.40 
99.10 


The  exceptions  were  divided  among  the  various  classes  of  er- 
rors as  follows: 

Freight.    Per  ct.     Expr's.  Per  ct.        Total.  Per  ct. 

Number  of  errors  dis- 
covered in  bills  of 
lading  or  express  re- 
ceipts    25,965  28.0  45,406  56.7  71,371  41.0 

Number  of  errors  dis- 
covered in  marking 
shipments  46,590  oO,2  22,395  27.9  68,985  40.0 

Number  of  other  de- 
fects discovered  in 
packing  or  packages  20,168  21.8  12,329  15.4  32,497  19.0 

Total    «92,723       100.0       '80,130       100.0     »173,853       100.0 

Percentage  of  shipments  received  without  exception- 
Freight    98.91% 

Express    99.26% 

Freight  and  express  combined „ . .  99.10% 

•Totals  of  freight  and  express  exceptions  in  tables  1  and  2  do  not 
agree  because  145  cities  totalized  but  failed  to  itemize  all  exceptions. 

Among  the  cities  in  group  A,  Boston,  with  99.91  per  cent  and 
Springfield,  Mass.,  and  Bridgeport,  Conn.,  with  99.87,  made  the 
best  showing.  San  Antonio,  with  97.77  per  cent,  and  Denver,  with 
97.9  per  cent,  footed  the  list.  Following  are  the  results  in  some 
of  the  larger  cities: 

City  Total  Packages    Exceptions     Per  Cent 

New  York    3,101,884  51,712  98.33 

Chicago     2,130,761  11,895  99.44 

Philadelphia     745,253  3,054  99.59 

Baltimore    372,385  733  99.80 

Los   Angeles    170,516  543  99.68 

Denver     207.481  4.354  97.90 

Boston 401.210  364  99.91 

Minneapolis     297,244  1,696  99.43 

Detroit    209,623  377  99.82 

Cincinnati    310,276  682  99.78 

Among  class  B  cities  Newport,  Ky.,  Medford,  Mass.,  and 
Calumet,  Mich.,  made  perfect  scores.  There  were  fifteen  perfect 
scores  in  class  C,  32  in  class  D,  and  299  in  class  E. 

The  joint  committee  of  the  railway  association  and  the  ex- 
press company,  in  presenting  the  report,  said: 

While  the  good  effect  of  the  campaign  cannot  be  measured  in 
dollars  and  cents,  nor  entirely  by  the  number  of  irregularities  cor- 
rected before  they  could  result  in  loss  or'  damage,  the  national 
Interest  attracted  to  the  importance  of  starting  shipments  out  right — 
well  packed,  in  adequate  containers  and  correctly  marked — amply  re- 
paid those  who  helped  to  make  the  campaign  a  success. 

As  an  illustration  of  the  permanent  value  of  the  movement,  many 
local  committees,  representing  shippers  and  carriers,  were  continued 
In  order  that  shipping  problems  of  mutual  interest  might  be  discussed 
from  time  to  time  and  shippers  kept  currently  informed  of  the 
(teneral  condition  of  their  shipments  when  received  for  transporta- 
tion. 

On  behalf  of  the  transportation  companies  the  campaign  com- 
mittee extends  grateful  acknowledgment  to  all  commercial  organiza- 
tions, shippers,  railway  and  express  officials  and  employes,  for  the 
first  spirit  of  co-operation  everywhere  displayed,  and  for  the  valu- 


TIME   FOR  FILING  CLAIMS 

Tht  Traffic  World  Washington  Bureau 

Renewed  interest  in  Senate  Bill  621,  providing  for  extension 
to  September  1,  1922,  the  time  for  filing  with  the  Commission 
straight  overcharge  claims  against  the  Railroad  Administration, 
was  evidenced  in  Congress  this  week,  and  it  was  predicted  that 
the  bill  would  be  passed  soon.  Action  on  the  bill  was  urged  by 
numerous  shippers. 

The  House  committee  on  interstate  and  foreign  commerce 
considered,  on  January  11,  an  amendment  to  section  206,  para- 
graph a,  of  the  transportation  act,  providing  that  actions  to 
enforce  awards  made  by  the  Interstate  Commerce  Commission 
against  the  Director-General  under  the  provisions  of  section  206 
(c)  of  the  act  may  be  brought  within  one  year  after  the  date 
of  the  Commission's  award.  This  amendment  has  the  approval 
of  the  committee  and  will  be  made  a  part  of  Senate  Bill  621 
when  that  measure  is  taken  up  in  the  House,  according  to  the 
plans  of  the  committee. 

The  proposed  amendment  has  the  approval  of  Senator  Cum- 
mins, chairman  of  the  Senate  interstate  commerce  committee, 
and  the  Senate  is  expected  to  approve  the  bill  as  soon  as  the 
House  passes  it  with  the  additional  amendment. 

The  need  for  making  provision  for  the  filing  of  suits  within 
one  year  after  the  date  of  the  Commission's  award  was  brought 
to  the  attention  of  Chairman  Winslow  of  the  House  committee  on 
interstate  and  foreign  commerce,  and  Chairman  Cummins,  by 
J.  H.  Beek,  executive  secretary  of  the  National  Industrial  Traffic 
League.  Mr.  Beek  also  took  the  matter  up  with  the  Railroad 
Administration. 

Director-General  Davis  will  not  oppose  such  an  amendment 
to  section  206  (a)  as  will  give  claimants  awarded  reparation  by 
the  Commission,  one  year  from  the  date  of  the  Commission's 
award  in  which  to  file  suit  to  enforce  such  an  award,  should  the 
Director-General  refuse  to  comply  with  it,  he  had  advised  Mr. 
Beek. 

Section  206  (a)  of  the  transportation  act  now  requires  that 
all  suits  be  brought  against  the  Director-General  not  later  than 
two  years  from  the  date  of  the  passage  of  the  transportation 
act.  A  suit  to  enforce  an  award  of  reparation  by  the  Commis- 
sion is  "of  such  character  as  prior  to  federal  control  could  have 
been  brought 'against  such  carrier."  Congress,  however,  in  enact- 
ing this  provision,  apparently  overlooked  the  fact  that  under  Sec- 
tion 16  of  the  interstate  commerce  act  such  a  suit  against  a  car- 
rier to  enforce  an  award  by  the  Commission  might  be  brought 
within  one  year  after  the  award,  and  the  further  fact  that  it 
might  be  physically  impossible  for  the  Commission  to  dispose  of 
all  awards  claimed  against  the  Director-General  under  Section 
206  (c)  within  the  two-year  period  prescribed  by  Section  206  (a) 
for  the  bringing  of  suit  upon  such  awards. 

As  a  matter  of  fact,  there  are  several  hundred  complaints 
filed  with  the  Commission  within  one  year  from  the  termination 
of  federal  control,  as  required  by  Section  206  (c).  which  it  has 
been  as  yet  impossible  for  the  Commission  to  dispose  of,  and 
in  which  final  awards  cannot  be  made  within  the  two-year 
period  now  prescribed  by  Section  206  (a).  Not  only  will  claim- 
ants under  such  awards  not  have  the  year  afforded  all  claim- 
ants generally  in  which  to  bring  suit  if  necessary  to  enforce  an 
award,  but  no  suit  whatever  can  be  brought  on  any  award  made 
after  February  28,  1922. 

'It  is  the  view  of  Director-General  Davis  that  the  inability 
of  the  Commission  to  handle  the  abnormal  number  of  complaints 
filed  with  it  would  hardly  seem  to  warrant  depriving  claimants 
of  the  right  which  they  otherwise  would  have  had  to  bring  suits 
upon  such  awards  within  one  year  after  the  date  of  the  award. 
He  says  it  should  be  understood  that  the  suggested  amendment 
will  in  no  way  extend  the  time  of  filing  of  claims  for  reparation, 
or  extend  the  time  for  bringing  actions  generally,  but  will  merely 
give  all  claimants  equal  rights  as  to  the  enforcement  of  awards 
already  duly  filed  with  the  Commission  within  the  period  of 
limitation  now  provided  by  Section  206  (c). 


CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  surplus  of  freight  cars  in  good  order 
jumped  to  470,516  cars  in  the  period  December  23-31,  an  in- 
crease of  66,302  cars  in  one  week,  according  to  the  weekly 
report  of  the  car  service  division.  The  average  daily  shortage 
dropped  to  110  cars. 

The  surplus  was  made  up  as  follows:  Box,  174,398;  ven- 
tilated box,  6,257;  auto  and  furniture,  11,052;  total  box,  191,707: 
flat,  13,853;  gondola,  155,093;  hopper,  66,521;  total,  all  coal, 
221,614;  coke,  5,160;  S.  D.  stock,  21,295;  D.  D.  stock,  2,196; 
refrigerator,  6.619;  tank,  672;  miscellaneous,  7,400;  total,  470.516. 

The  shortage  was  made  up  of  22  box,  2  ventilated  box.  6  flat, 
4  gondola,  33  hopper,  1  S.  D.  stock  and  42  D.  D.  stock  cars. 


Copies  of  the  current  DAILY  TRAFFIC  WORLD 
for  eastern  subscribers  are  mailed  on  the  "Broadway 
Limited"  and  "20th  Century  Limited"  trains. 
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1922  Edition- 
Just  Out! 


A  Guide  for  Exporters 

THE  1922  Edition  of  the  Exporters'  Encyclopaedia  is  just  off  the  press.    Over  80 
per  cent  of  American  exports  are  sent  abroad  by  firms  using  this  indispensable 
assistant  in  their  foreijrn  departments.    The  encyclopaedia  saves  its  cost  many  times 
over  every  day  for  thousands  of  export  executives.    The  complete  Service  consists  of — 


(I)  The  EXPORTERS'  ENCYCLOPAEDIA,  which  is  divided  into  two  section..  Part  One 
contain!  condensed  complete  authoritative  information  on  every  angle  of  exporting. 

Part  Two  contain*  specific  information  telling  how  to  ship  to  every  country  in  the  globe;  all  routes 
.rom  the  United  States;  frequency  of  sailings;  necessary  forms  of  dock  receipts,  number  of  bills  of 
lading,  parcel  receipts,  etc.,  for  each  individual  line;  ports  and  trade  centers  in  each  country  to  which 
through  bills  of  lading  are  issued;  parcel  post  regulations;  addresses  and  office  hours  of  consuls;  consular 
regulations  to  be  observed;  and  consular  charges. 


(2)     Frequent  supplements  which  keep  this  information  constantly  up-to-date. 

Unlimited  service   from  our   Information    Bureau    and   access  to  our    Statistical    Department, 
t  executives  have  found  of  unparalleled  value  in  answering  special  problems  on  particular 


...A", 

phases  of  foreign  trade 


rSova  tK«  valua  of  our  Mrvica  to  vour  own   satisfaction.     Do  not   s«nd   money   unless 
you  «r«  sura.     M«i|  this  coupon  for  fr*«  •aamlnatlon  today. 


I.    I      W.M*.    CkM   •(    DMsiaa    at    C... 
Law.     U      a. 


U     t     Ms. 

•aBsaal   City   Baa*  • 

«SS**S     ••**     C..     MM 

AaMrtaaa  (apraM  C*. 
•  •srml  (Mr*  C*.  i 

U»IM  fr.l!  O  MM 
C..M«t,  Ttnl  Ca.  M 
Oat4»aar  Tlr«  4  Matt 


H 

M 

« 
I 


Exporter*'  Encyclopaedia  Corporation.  280  Broadway,  New  York  City: 


Send  me  a'caay  of  the  1922  Exporters'  Kncyclopaedia.  If  I  find  this  meets  my  requirements  I 
will  reman  fIS  lor  complete  service  on  receipt  of  bill.  Otherwise  I  will  return  the  book  within 
five  days  and  you  will  cancel  all  obligations  on  my  part. 

• 

Fir.     . 


T.  W.— I 


EXPORTERS'  ENCYCLOPAEDIA,  280  Broadway,  New  York 


100%  American 


Premier  Fleet 


MARINE  DESPATCH  LIXE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  NORFOLK 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 

A-l  FAST  STEEL 

STEAMERS 
OFFERING 

RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


FOR  KATES  AND  PARTICULARS  APfLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 


St.  Paul  8476 


BALTIMORE 


406  Water  Street 


SAN  FRANCISCO    60  California  Street 


IM 

HIT 


Bavamwh.    Ga. 
Savannah  Bank  as*  Trw*  Bat*. 


m 
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Saw    Tark 
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Bl.«. 
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Parr  TanslBal 
Partial*.  Or*. 
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Questions  and  Answers 

In  thii  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
jn  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Trsfflc  larrles  Corporation.  Colorado  Building,  Washington,  D.  C. 


Misrouting — (a)   Shipper  Bound  by   Routing   Instructions  Appear- 
Ing   in    Bill   of   Lading;    (b)    Shipper   Must   Specify    Rail-and- 
Water  Route;   (c)  Carrier  Must  Forward  via  Cheapest  Avail- 
able Route,  Consistent  with  Bill  of  Lading  Instructions. 
Virginia. — Question:     On  traffic  from  certain  points  in  Wis- 
consin to  Virginia  cities,  governed  by  joint  tariff  specifying  route 
via  Manitowoc  and  Ann  Arbor  across  lake,  the  originating  line 
issued   bill  of  lading,   reading  Big-4.    Is   Big-4   routing   explicit 
enough,   or   should   initial   carrier,   which   connects   with  Big-4, 
or,  rather,  N.  Y.  C.  lines  at  Chicago,  111.,  show  more  clearly  what 
route  is  to  he  observed? 

The  tariff  does  not  apply  all-rail,  and  the  point  we  are  get- 
ting at,  in  view  of  routing  not  being  entirely  clear,  cannot  rail- 
lake-and-rail  routing  be  protected? 

To  acquaint  you  with  the  facts:  Shipments  consist  of  cheese 
moving  from  Plymouth,  Wis.,  via  C.  &  N.  W.,  which  issued  bill 
of  lading,  reading  only  "Big-4."  This  is  not  clear,  and  it  occurs 
to  me  that  the  C.  &  N.  W.  should  have  issued  a  clear  bill  of 
lading,  or  be  called  upon  to  protect  lowest  rate,  as  the  shipper 
did  not,  I  am  sure,  know  that  this  Big-4  routing  would  have  a 
tendency  to  kill  the  lowest  rate. 

The  C.  &  N.  W.  publish,  themselves,  the  rate  to  Baltimore, 
Md.,  which  algo  applies  to  Lynchburg.  The  tariff  involved  is 
C.  &  N.  W.  I.  C.  C.  8505. 

Answer:  In  the  first  place,  if  shipper  wished  rail-and- water 
service,  he  should  have  so  specified.  In  Unreported  Opinion  381 
the  Commission  holds  that  if  a  shipper  desires  his  shipment  to 
move  via  a  rail-and-water  route,  he  must,  in  delivering  it  to 
initial  carrier,  specify  such  routing,  otherwise  it  is  understood 
that  the  shipment  is  to  move  via  an  all-rail  route. 

In  the  second  place,  the  shipper  specifically  routed  this  ship- 
ment all-rail,  by  showing  in  the  bill  of  lading  a  rail  connection 
of  the  initial  line,  observance  of  which  instructions  renders  it 
out  of  the  question  to  expect  rail-lake-and-rail  service  over  a 
route  which  competes  with  the  rail  route  specified. 

The  matter  of  tariff  publication  is  here  not  in  issue.  The 
lowest  rate  applicable  over  the  lines  specified  in  the  bill  of 
lading  is  proper,  and  the  shipper's  lack  of  knowledge  as  to 
whether  the  routing  in  the  bill  of  lading  would  constitute  a 
demand  for  rail-lake-and-rail  rates,  is  immaterial,  for  he  is 
charged  with  knowledge  of  the  rates,  rules  and  conditions  under 
which  he  ships.  Maloney  Tank  Co.  vs.  St.  L.  &  S.  F.  R.  R.,  42 
I.  C.  C.  605;  Good-Hopkins  Lumber  Co.  vs.  G.  N.  Ry.,  51  I.  C.  C.  99. 
That  the  insertion  of  the  Big-4  or  N.  Y.  C.  in  the  shipping 
order  was  by  the  carrier's  agent  is  also  immaterial.  In  Un- 
reported Opinion  No.  2224,  American  Column  &  Lumber  Co.  vs. 
C.  &  O.,  carrier's  agent  inserted  routing  in  the  bill  of  lading 
which  took  a  higher  rate  than  that  applicable  over  a  different 
available  route.  The  Commission  held  the  acceptance  and  sign- 
ing of  the  bill  of  lading  by  the  shipper  was  tantamount  to  spe- 
cific routing  instructions  given  by  the  shipper,  and  held  the 
carrier  had  not  misrouted.  The  shipper's  accepting  and  signing 
of  the  bill  of  lading  is  a  ratification  of  the  act  of  the  carrier's 
agent  in  inserting  routing  instructions. 

Tax  on    Export  Shipments 

Indiana. — Question:  During  July,  1920,  we  made  several  car- 
load shipments  of  automobiles  to  Havana,  Cuba,  same  being 
routed  Cuban  all-rail  route  (FEC  Car  Ferry).  Freight  charges 
on  these  shipments  were  paid  by  us  at  the  time  of  forwarding 
and  carrier  did  not  collect  war  tax  and  did  not  require  the  filing 
of  export  certificate,  this  being  due  to  the  fact  that  they  were 
of  the  opinion  that,  on  account  of  shipment  moving  on  through 
bills  of  lading,  war  tax  was  not  collectable  and  export  certificate 
not  necessary.  It  seems  that  carrier  has  since  changed  its  opin- 
ion in  this  respect,  and  has  now  presented  us  with  undercharge 
bills  covering  unpaid  war  tax.  they  now  making  contention  that 
shipments  did  not  move  on  through  export  bills  of  lading,  and 
therefore  export  certificates  should  have  been  filed.  We  feel 
that  the  carrier  by  not  collecting  war  tax  originally  and  by  not 
requiring  export  certificate  assumed  all  responsibility  and  should 
not  at  this  late  date  look  to  us  for  payment  of  war  tax.  and  we 
accordingly  have  refused  to  settle  underchage  bill.  Won't  you 
please  let  us  have  your  views  in  this  respect? 

Tn   connection  with   this   same  matter  we  wish  to  inquire 


whether,  in  your  opinion,  export  certificates  should  be  filed  on 
shipments  moving  to  Havana  via  Cuban  all-rail  route  on  a 
through  bill  of  lading.  We  will  admit  that  revised  Treasury 
Department  regulations  No.  49  provides  that  only  shipments 
moving  on  a  through  export  bill  of  lading  are  exempt;  however, 
inasmuch  as  carriers  do  not  require  export  bills  of  lading  on 
Cuban  shipments  moving  all-rail  route,  we  feel  that  through 
domestic  bill  of  lading  in  this  case  serves  the  same  purpose  as 
a  through  export  bill  of  lading  and  should  be  classed  as  such. 
Answer:  Under  a  strict  construction  of  the  provisions  of 
Treasury  Department  Regulations  49  (Revised)  the  shipment  as 
handled  is  not  entitled  to  exemption  from  the  tax  and  the  carrier 
is  obligated,  under  the  law,  to  collect  and  the  shipper  to  pay 
the  tax.  However,  if  claim  for  refund  is  filed  in  accordance 
with  the  regulations,  it  is  more  than  probable  that  under  a  state 
of  facts  such  as  outlined  above  a  refund  of  the  tax  can  be  secured. 
Routing — Carrier  Not  Liable  for  Misroute  in  Not  Forwarding  via 
Cheapest  Route  If  Shipper's  Routing  Instructions  Are  Fol- 
lowed 

South  Carolina. — Question:  A  shipment  is  routed  in  bill  of 
lading  from  a  point  in  New  York  state  to  South  Carolina  via 
N.  Y.  C.-Clyde  Line-Southern  R.  R.,  and  in  order  to  make  the 
through  rate  the  local  rate  to  New  York  plus  the  through  rate 
to  South  Carolina  point  is  used,  whereas  the  cheaper  rate  is  via 
the  all-rail  route — should  not  the  agent  of  the  N.  Y.  C.  accepting 
this  shipment  have  routed  it  via  the  all-rail  route,  and  are  we 
not  in  position  to  file  claim  for  overcharge  on  this  basis? 

Answer:  Shippers  are  chargeable  with  knowledge  of  the 
legal  tariff  rates,  and  the  definite  specification  by  shippers  of 
the  more  expensive  of  two  or  more  available  routes  relieves  car- 
riers of  the  duty  of  forwarding  the  shipments  over  the  cheapest 
route.  Baker-Wakefield  Cypress  Co.  vs.  T.  &  P.  Ry.,  37  I.  C.  C. 
546. 

Bunching — Shipper  Not  Entitled  to  Refund  When  Operating  Un- 
der   Average    Agreement 

New  York. — Question:  I  have  noticed  some  discussion  in 
the  Questions  and  Answers  column  relative  to  the  average  agree- 
ment and  its  application  to  the  car  demurrage  rules,  but  I  fail 
to  find  that  the  point  I  have  in  mind  has  been  covered  at  any 
time. 

I  have  in  mind  the  movement  of  coal  where  the  originating 
carrier,  for  its  own  convenience,  has  bunched  several  days' 
shipments  either  at  the  mine  or  at  some  junction  point,  and,  in 
consequence  of  this  operation,  cars  have  arrived  at  a  plant  or 
industry  in  excess  of  what  such  plant  or  industry  could  handle 
daily  under  normal  conditions.  As  this  is  a  deliberate  act  on 
the  part  of  the  carrier,  is  it  not  a  fact  that  in  section  E  they 
go  even  further  and  ex«mpt  demurrage  where  "bunching  has 
been  caused  by  strike  of  carriers'  employes,"  which,  of  course,  is 
a  situation  over  which  they  have  no  control.  -It  should  be 
understood,  of  course,  that  the  consignee  would  not  make  daily 
shipments  in  excess  of  the  amount  of  cars  he  could  handle  in 
one  day.  Your  opinion  on  this  proposition  will  be  appreciated. 

Answer:  Under  section  E  of  rule  9,  a  party  entering  into 
an  average  agreement  is  not  entitled  to  claim  exemption  under 
the  bunching  rule,  except  where  the  bunching  has  been  caused 
by  a  strike  of  the  carrier's  employes  or  where  shipments  of 
coal,  withheld  by  the  carrier  to  protect  its  full  supply,  are  sub- 
sequently delivered  to  a  consignee  in  accumulated  numbers. 

These  two  exceptions  are  the  only  ones  which  may  vary 
the  rule  that  bunching  is  not  a  cause  for  which  claims  for 
refund  of  demurrage  may  be  filed  by  a  party  operating  under 
an  average  agreement. 

Receipt  in  Bill  of  Lading  as  to  Condition  of  Goods — Effect  Thereof 

Michigan. — Question:  Some  time  in  November  we  received 
a  barrel  of  chinaware,  which  was  originally  packed  and  imported 
from  Italy  to  New  York,  reshipped  to  Chicago,  and  again  re- 
shipped  from  Chicago  to  Saginaw.  Upon  opening  the  barrel  we 
found  a  number  of  pieces  broken.  The  barrel,  of  course,  was 
never  opened  after  it  left  Italy  until  it  arrived  at  Saginaw, 
Mich.  We  have  entered  claim  against  the  railroad  handling  the 
shipment  from  Chicago  to  Saginaw,  Mich.,  and  they  have  declined 
payment  of  claim,  stating  that  the  damage  could  not  have  06- 
curred  while  in  the  hands  of  the  steamship  company. 

Answer:  The  plaintiff,  in  an  action  at  law,  has,  in  general, 
the  burden  of  proving  the  essential  elements  of  his  cause  of 
action,  required  to  be  set  out  in  his  complaint,  by  a  prepon- 
derance of  evidence,  but  a  prima  facie  case  of  liability  is  made 
out  and  the  carrier  is  then  called  upon  to  prove  that  the  damage 
did  not  arise  from  its  negligence — upon  proof  by  the  shipper  of 
delivery  to  the  carrier  in  good  condition  and  delivery  by  the 
carrier  in  a  damaged  condition — and,  where  the  bill  of  lading  re- 
cites that  the  goods  were  received  in  apparent  good  condition 
the  burden  of  proof  is  on  the  carrier  to  show  that  they  were  not 
in  good  condition  when  received.  . 

The  fact  that  the  goods  were  delivered  direct  to  the  carrier 
without  having  been  opened  after  their  arrival  on  the  steamship 
is  a  circumstance  to  be  taken  into  consideration  by  the  jury  in 
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The 

Texas  Mexican 

Railway  Company 


Traffic  RrpresenUtirei: 
C.  M.  Fi.h. 

Traffic  Manager, 

Laredo,  Texas 
W.  C.  Beaman, 
Asst.  Traffic  Manager, 

Laredo,  Texai 
J.  P.  Craven, 
General  Agent, 

Laredo,  Texas 
C.  W.  Fish, 

Foreign  Freight  Agent, 
916  Chemical  Building. 

St.  Louis,  Mo. 

Mr.  Shipper:1  B* 
There  are  no  through 
published^  rates^  from 
points"  in  the   United   States 
to    points    in    Mexico,   therefore, 
through    bills    of    lading    to    Mexico 
must  not  be  issued. 

Shipments  intended  for  export  to  Mexico 
must  be  consigned  localh/Xto  Laredo,  Texas, 
and  bill  of  lading  issued  to  this  point  only. 
It  is  advisable  to  show  on  the  bill  of  lading  the  ultimate  destination  of  the  shipment  or 
"For  Export  to  Mexico."  This  information  on  your  bill  of  lading  places  carriers  on  notice  that 
shipment  is  entitled  to  Export  rates,  the  additional  free  time  allowed  on  export  vs.  domestic 
shipments,  and  enables  the  carrier  at  port  of  exit  to  classify  the  freight  in  the  terminal  so  that 
after  Customs  Papers  are  filed  physical  movement  of  the  car  to  Mexico  can  be  expedited. 

C.  M.  FISH,  Traffic  Manager. 


J?{J5R  THE  KANSAS  CITY  SOUTHERN 
ROUTE  RAILWAY 


PORT 
ARTHUR 
ROUTE 


THREE    FAST    MANIFEST    TRAINS 


Leave  KANSAS  CITY  Daily 


MANIFEST  SPECIAL 
6  o'clock  P.  M. 


TRAIN  55 
9  o'clock  P.  M. 


ARRIVE 

TRAIN  55 

TRAIN  51 

MANIFEST  SPECIAL 

Pit  tsburg,  Kan*.  

4:55  AM  N«xt  Day 

6:50  AM  Next  Day 

7:05  AM  Next  Day 

9:40  AM  Next  Day 

8:15  AM  Next  Day 

11:22  AM  Next  Day 

Fort  Smith.  Ark. 

7:38  PM  Next  Day 

2:40  AM  2nd  Day 

Texarkana,  Tex. 

6:15  AM  2nd  Day 

10:30  AM  2nd  Day 

4:00  AM  2nd  Day 

10:50  AM  2nd  Day 

4:10  PM  2nd  Day 

7:00  AM  2nd  Day 

Lake  Charles.  La  

8:00  AM  3rd  Day 

8:45  AM  3rd  Day 

Port  Arthur,  T«i. 

10:15  AM  3rd  Day 

Dallas,  Tr 
Ft.  Worth,  Te*. 
Waco,  Tex. 
El  Paao,  T«x. 

4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:03  AM  5th  Day 
6:45  AM  3rd  Day 

4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:00  AM  5th  Day 
10:30  AM  3rd  Day 

4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:00  AM  5th  Day 
6:45  AM  3rd  Day 

Oalvetton,  Tax.          .... 

5:00  AM  4th  Day 

5:00  AM  4th  Day 

5:00  AM  4th  Day 

New  Orleans,  La.  .  . 
Oklahoma  City,  Okl. 

10:00  PM  3rd  Day 
10:00  PM  2nd  Day 

7:00  AM  4th  Day 
10:00  PM  2nd  Day 

10:00  PM  3rd  Day 

Tulsa,  Ofcla.              

8:03  PM  2nd  Day 

8:00  PM  2nd  Day 

Muskof**.  Okla.   

1  :00  PM  2nd  Day 

1  :00  PM  2nd  Day 

TRAIN  51 
10:30  o'clock  P.  M. 


Manifest  Special  run*  through 
to  Shreveport  and  contains 
loads  for  Texarkana  and 
south  only. 

Train  55  runs  through  to 
Shreveport. 

Train  51  runs  through  to  Port 
Arthur  with  connection  at 
DeQuincy  for  Lake  Charles. 

Manifest  Special  and  Trains  55 
and  51  reach  Texarkana  in 
time  to  make  connection 
with  Cotton  Belt  and  Texas 
ft  Pacific  for  points  west, 
including  the  Mexia-Groes- 
beck  oil  fields,  either  via 
H.  &  T.  C.  or  T.  &  B.  V.  R.  R. 


Direct  Connections  at  Kansas  City  with  all  lines  reaching  Kansas  City. 

We  operate  33  switch  engines  in  Kansas  City  insuring  prompt  forwarding  of  all  traffic  same  day  received. 
CUT  THIS  OUT  for  ready  reference  in  routing  your  traffic. 

H.  A.  WEAVER,  G.  F.  A.  J.  F.  HOLDEN,  Vice  President 

Kansas  City,  Mo.  Kansas  City,  Mo. 
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whether   tin-   goods    were   in   Rood  "order   when   de- 
livered to  the  carrier. 

Limitation  of  Liability  Under  Section  20  of  the   Interstate  Com- 

merce  Act 

New  York. — Question:  A  shipment  Is  offered  to  the  express 
company,  the  true  valuation  of  which  is  $500.  The  consignee 
requests  that  we  declare  a  valuation  not  exceeding  $50.  Would 
this  be  lawful  according  to  the  rules  of  the  Interstate  Commerce 
Commission? 

Answer:  Under  the  provisions  of  section  20  of  the  inter- 
state commerce  act  a  carrier  may,  where  authorized  or  required 
by  order  of  the  Interstate  Commerce  Commission,  establish  and 
maintain  rates  dependent  upon  the  value  declared  In  writing 
by  the  shipper  or  agreed  upon  in  writing  as  the  released  value  of 
the  property. 

The  Interstate  Commerce  Commission  has  authorized  the 
express  companies  to  establish  rates  based  on  declared  or  re- 
leased values  as  evidenced  by  the  terms  of  the  express  receipt, 
which  provides  that,  unless  otherwise  declared  and  charges  for 
such  greater  value  paid,  as  provided  in  rule  3  of  express  classi- 
fication, the  liability  of  the  carrier  is  limited  to  $50,  in  case 
of  loss,  or  50  cents  per  pound,  actual  weight,  for  any  shipment 
in  excess  of  100  pounds. 

A  shipper  and  a  carrier  may  therefore  enter  into  a  contract 
for  the  transportation  of  freight,  under  which  contract,  in  con- 
sideration of  a  reduced  rate,  the  liability  of  the  carrier  is  limited 
to  the  amount  declared  or  agreed  upon  as  the  released  value  of 
the  shipment. 

All-Rail  vs.  Rail-and-Water  Routes. 

Maine. — Question:  In  the  December  4,  1920,  issue  of  The 
Traffic  World,  on  page.  1078,  under  "Georgia,"  relative  to  carrier's 
liability  of  routing  via  all-rail  or  rail-and-water  route  when  no 
specific  instructions  are  inserted  in  bill  of  lading. 

It  appears  to  the  writer  that  it  is  the  opinion  of  your  de- 
partment in  this  particular  case  that  it  is  the  duty  of  the  agent 
to  ascertain  which  route  is  to  be  protected,  all-rail,  or  rail-and- 
water,  and  if  the  agent  fails  to  secure  such  information  from 
the  shipper  as  to  which  of  the  two  routes  he  wishes  to  use,  it 
would  appear  that  the  carrier  is  liable  for  misrouting  the  ship- 
ment in  forwarding  the  shipment  via  an  all-rail  route  when  the 
charges  via  the  all-rail  route  are  greater  than  the  rail-and-water 
route. 

In  The  Traffic  World  issue  of  December  17,  1921,  page  1284, 
"All-Rail— Rail-and-Water  Route,"  under  "Pennsylvania,"  it  ap- 
pears you  reversed  the  decision,  as  handded  down  on  December 
4,  1920.  In  this  particular  case  you  state,  "if  it  is  a  proper  as- 
sumption that  where  a  carrier's  agent  fails  to  procure  a  des- 
ignation of  a  class  of  route  where  all-rail  and  rail-and-water 
routes  are  available,  it  is  the  duty  of  the  carrier's  agent  to  for- 
ward the  car  via  an  all-rail  route." 

In  view  of  the  fact  that  the  two  opinions  are  conflicting,  I 
would  be  pleased  to  have  you  state  which  one  of  them  we  should 
be  guided  by. 

Answer:  In  our  answer  to  "Pennsylvania,"  on  page  1284,  we 
used  the  term:  "If  it  is  a  proper  assumption,"  etc.  That  it 
is  a  proper  assumption,  under  the  present  rulings  of  the  Com- 
mission, seems  apparent  from  the  Commission's  holding  in  Con- 
ference Rule  190,  and  Unreported  Opinion  No.  381,  although,  as 
we  stated  in  our  answer  to  "Georgia"  on  page  1078  of  the  De- 
cember 4,  1920,  issue,  if  the  duty  of  the  carrier's  agent  is  to 
secure  a  designation  of  the  route,  there  cannot  be  an  absence 
of  routing  Instructions,  unless  the  shipper  refuses  to  designate 
the  route,  and  therefore  the  carrier  ought  to  be  held  liable  for 
misrouting  the  shipment  in  forwarding  it  via  an  all-rail  route. 

Drayage  Between  St.  Louis,  Mo.,  and  East  St.  Louis,  III. 

Missouri. — Question:  Eastern  trunk  lines  entering  St.  Louis, 
most  of  them  have  their  western  termini  on  the  east  banks  of 
the  Mississippi  in  East  St.  Louis,  111.  They  fulfill  their  contracts 
through  the  medium  of  their  contract  drayman  or  transfer  com- 
panies and  there  are  three  of  such  operating  today.  These  trans- 
fer companies  haul  their  freight  to  and  from  East  St.  Louis  by 
motor  truck  or  with  teams. 

We  have  found  that  in  most  instances  this  agreement  causes 
a  delay  of  both  our  inbound  and  outbound  L.  C.  L.  business  of 
24  hours,  and  in  this  day  of  hot  competition  with  other  com- 
munities, we  decided  this  delay,  especially  on  outbound  business 
was  too  much.  In  fact,  most  of  our  business  is  done  through 
outbound  L.  C.  L.  shipments.-  Therefore  we  purchased  an  extra 
truck  and  haul  the  outbound  shipments  ourselves  from  our  St. 
Louis  plant  direct  to  the  freight  depots  of  East  St.  Louis.  Not 
being  a  contract  drayman  or  recognized  representative,  this  is, 
of  course,  done  at  our  own  expense;  and  we  are  willing  to  stand 
this  expense  in  view  of  the  better  service  we  obtain. 

Our  question  then  is  this:  Can  we  ask  the  carriers  for 
payment  for  service  rendered  on  these  shipments  on  the  same 
basis  given  their  own  contract  draymen?  All  bills  of  lading  read 
from  St.  Louis  to  destination  and  we  are  doing  part  of  the  car- 
riers' work,  relieving  them  of  certain  expense  when  we  make 
these  deliveries  ourselves  from  our  own  choice,  and  done  to 
get  better  service.  Do  you  think  that  any  effort  on  a  shipper's 


purl  could  make  iln  carriers  pay  for  this  service  direct  to  the 
shipper,  when  done  by  the  shipper  on  the  same  basis  as  given 
their  recognized  transfer  companies? 

Answer:  In  its  opinion  in  Docket  10841,  A.  Geisel  Mfg.  Co. 
vs.  B.  &  O.  R.  R.,  59  I.  C.  C.  193,  the  Commission  held  that  on 
Incoming  freight  the  failure  of  the  defendant  carrier  to  make 
an  allowance  to  the  complainant  for  draying  from  the  defend- 
ant's team  track  in  East  St.  Louis,  111.,  to  the  complainant's  plant 
in  St.  Louis,  Mo.,  was  not  unjust  or  unreasonable,  basing  its 
decision  on  the  grounds  that  the  complainant  had  accepted  de- 
livery at  East  St.  Louis  for  its  own  convenience. 

It  seems  probable  that  the  Commission  would  hold  that  .you 
are  not  entitled  to  an  allowance  for  making  delivery  to  the 
carriers  at  East  St.  Louis,  111.,  in  view  of  the  fact  that  the  car- 
riers have  arrangemnts  under  which  freight  will  be  accepted  at 
St.  Louis  and  transported  without  extra  charge  to  the  shipper 
over  and  above  the  published  tariff  rate. 

Notice  of  Claim — Shipper  Must   File 

Ohio. — Question:  We  would  like  to  know  if  the  Supreme 
Court  decisions  have  ever  deviated  from  the  contract  on  the  back 
of  bill  of  lading  in  reference  to  claims  for  shortage  in  carload 
shipment  being  filed  after  the  required  six  months  to  file  a 
claim — in  their  decisions  on  cases  of  this  kind. 

Answer:  There  are  no  decisions  of  the  Supreme  Court  of 
the  United  States  which  hold  that  the  stipulation  contained  in 
the  bill  of  lading  is  not  binding  upon  the  shipper.  In  fact,  the 
Supreme  Court,  in  the  Blish  case,  241  U.  S.  190,  held  that  the 
carrier  may,  by  its  contracts,  require  reasonable  notice  of  claims 
and,  furthermore,  that  a  carrier  cannot  waive  the  terms  of  the 
contract  under  which  such  a  notice  is  required. 

Freight  Charges — Liability  of  Consignee  for 

South  Carolina. — Question:  Please  quote  Interstate  Com- 
merce Commission  ruling  on  the  following  case: 

Bill  of  lading  weight  of  shipment  36.000  pounds,  properly 
signed  by  agent  of  initial  line.  When  car  reached  destination 
weight  raised  to  37,500  pounds.  The  shipment  was  sold  less 
freight,  and  shipper  deducted  from  face  of  invoice  on  basis  of 
36,000  pounds.  As  this  bill  of  lading  was  signed  by  railroad 
company,  has  the  railroad  the  right  to  make  us  pay  the  addi- 
tional? We  know  that  the  railroad  is  due  this  amount,  but  can 
we  not  force  them  to  collect  it  from  the  shipper? 

Answer:  The  acceptance  of  the  goods  by  the  consignee 
raises  an  implied  promise  on  the  part  of  the  consignee  to  pay 
the  freight,  including  any  balance  due,  notwithstanding  the  pri- 
mary liability  of  the  consignor  still  exists,  and  the  carrier  may 
sue  on  either,  as  is  most  convenient  to  it.  Therefore,  there  is 
no  way  in  which  a  carrier  can  be  forced  to  collect  the  under- 
charge from  the  consignor. 

Liability  of  Initial  Carrier  for  Negligence  of  Connecting  Line 

New  York. — Question:  Claim  for  shortage  on  shipment  of 
bituminous  coal  was  made  against  delivering  carrier  without 
any  progress  being  made  toward  settlement  after  a  period  of 
several  months'  correspondence.  During  this  period  delivering 
carrier  was  adjudged  bankrupt  and  receiver  appointed.  The 
receiver  made  application  to  the  Interstate  Commerce  Commis- 
sion for  permission  to  abandon  the  railroad  and  sell  same,  so 
that  the  liabilities  could  be  paid. 

In  view  of  the  above,  the  shipper,  in  order  to  protect  his 
interests,  transferred  his  claim  to  the  initial  carrier,  claiming 
that,  under  the  provisions  of  the  Carmack  amendment,  they  be- 
ing the  bill  of  lading  carrier,  were  liable  for  this  claim. 

On  account  of  the  delivering  carrier  being  in  the  hands  of 
a  receiver,  shipper  understood  that  they  could  not  legally  settle 
their  liabilities  on  a  100  per  cent  basis.  The  initial  carrier 
acknowledged  receipt  of  claim,  giving  a  file  number,  but  stated 
that  they  were  not  admitting  their  liability  as  an  initial  carrier 
or  otherwise,  particularly  so  because  it  was  evident  that  liability 
with  the  delivering  carrier  had  been  located. 

Further  correspondence  failed  to  bring  forth  a  definite  deci- 
sion from  the  initial  carrier,  who  continued  to  evade  responsi- 
bility, although  not  formally  declining  claim. 

Meanwhile,  the  delivering  carrier  mailed  shipper  draft  au- 
thority covering  the  amount  of  claim,  but  advised  that,  in  view 
of  the  fact  that  claim  originated  prior  to  the  appointment  of  a 
receiver  for  this  railroad,  that  it  would  be  necessary  for  shipper 
to  file  claim  with  the  District  Court  of  the  United  States  in  the 
district  the  road  was  located  in,  as  the  receiver  would  not  honor 
draft  for  this  claim. 

Will  you  kindly  advise  if,  in  your  opinion,  the  initial  carrier 
is  liable  for  this  claim  and,  if  not,  if  shipper  can  still  make  claim 
against  the  delivering  carrier?  Also,  if  the  delivering  carrier 
may  legally  settle  its  liabilities  on  a  100  per  cent  basis,  even 
though  in  the  hands  of  a  receiver? 

Answer:  Under  the  Carmack  amendment  the  initial  carrier 
is  liable  for  loss  or  damage  to  a  shipment  resulting  from  the 
negligence  of  its  connections,  when  such  shipment  moves  on  a 
through  bill  of  lading,  the  law  giving  the  initial  carrier  recourse 
against  the  connecting  line  for  the  amount  paid  to  or  recovered 
through  suit  by  the  owner  of  the  goods.  The  initial  carrier  may 
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GENERAL  CARGO 

Pending  the  completion  of  PIER  TWO  with  its  180 
feet  x  1000  feet  transit  shed,  the  PORT  OF  TACOMA 
has  erected  on  its  PIER  ONE  temporary  transit  and 
warehouse  facilities  for  the  accommodation  of  all  goods 
requiring  covered  protection. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  Washington 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A   I  »      . a   W»»W** 

•HpT,  anciTCTvu  naroor . 

Modern  ateel  and  concrete  pier    ac- 
coounodationa  for  large  veaeela. 

Up-to-date  freifht  handlinf  facilitiea. 

Served  by  N.  Y..  N.  H.  b  H  Railroad 
with  tracka  direct  from  pier. 

Modern  warehouae  apace  on  pier  and 
in  port,  totaffinc  1.250.000  «q.  ft. 

Direct  ateamer  aervicr  to  Liabon.  Por- 
tugal, via  Aaorea  Ulandt. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750.000 
bales.  Mills  consuming  1,250.000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

Darid  Duff  *  Son  New  Bedford  Boiler  and  Machine  C*. 

Greene  A  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

•r 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mas*. 
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be  sued  and  is  liable  regardless  of  the  fact  that  the  damage  is 
known  to  have  occurred  on  the  line  of  its  connections. 

A  receiver  of  a  railroad  is  merely  an  officer  of  the  court 
for  the  management  and  preservation  of  the  property  and,  as  a 
general  rule,  may  not  pay  the  debts  of  the  corporation  in  the 
absence  of  an  order  of  court.  The  amount  you  would  receive 
from  the  delivering  carrier,  therefore,  depends  upon  the  settle- 
ment which  the  court  would  authorize,  which  will  depend  upon 
the  assets  available  for  the  payment  of  such  claims. 

DEMAND   FOR   REPARATION 

The  Tragic  World  Washington  Bureau 

Claiming  that  the  special  permission  of  the  Commission 
under  which  rates  were  generally  Increased  August  26,  1920, 
did  not  authorize  an  increase  in  rates  from  points  in  the  United 
States  to  Sonora,  Mex.,  on  five  days'  notice,  the  complainant  in  No. 
13384,  Greene  Cananea  Copper  Company  vs.  C.  R.  I.  &  P.  et  al.,  has 
demanded  reparation  on  everything  it  shipped  to  Sonora  between 
August  26  and  September  26.  The  contention  Is  that  the  Com- 
mission's report  in  Ex  Parte  No.  74  did  not  authorize  any  in- 
crease on  rates  to  and  from  Mexico  on  five  days'  notice  and 
that  therefore  Countiss'  blanket  supplement  No.  4  to  his  I.  C.  C. 
No.  1077  was  void  and  of  no  effect  until  it  had  been  on  file  for 
thirty  days,  namely,  September  26. 

The  case  was  brought  on  stipulation  between  the  complainant 
and  the  Southern  Pacific  and  its  subsidiaries.  They  stipulated 
the  facts  and  agreed  to  submit  them  to  the  Commission  for  de- 
termination of  the  claim  made  that  the  order  of  Commission 
did  not  cover  increases  in  rates  from  points  in  the  United  States 
to  destina'tions  in  Mexico.  The  total  differences  in  charges  under 
the  old  rates  and  under  the  new  ones,  for  which  the  complainant 
asks  reparation,  is  $13,970.77. 


COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

"The  year  1921  was  one  of  prostration  for  the  coal  and  coke 
industries,"  the  Geological  Survey  said  in  its  current  coal  report. 
"The  figures  of  tonnage  sound  like  those  of  an  earlier  day.  To 
match  the  407,000,000  tons  of  soft  coal  produced  one  must  go 
back  10  years.  To  match  the  26,000,000  tons  of  coke,  he  must 
go  back  17  years.  But  these  tonnage  comparisons  are  not 
enough,  for  they  ignore  the  normal  increase  from  year  to  year. 
To  match  the  completeness  of  the  depression  of  1921  one  must 
go  back  to  1893. 

"Anthracite  alone  stands  an  exception  to  this  statement.  Un- 
til late  November  the  hard-coal  mines  continued  in  active  oper- 
ation and  the  total  output  for  1921  fell  not  far  behind  the  two 
years  just  preceding. 

"Production  of  bituminous  coal  in  the  last  week  of  the  year 
is  difficult  to  interpret  because  of  the  Christmas  holiday.  The 
total  output,  including  lignite  and  coal  coked,  is  placed  at  5,960,- 
000  net  tons,  as  against  7,063,000  tons  and  7,450,000  tons,  the  re- 
vised figures  for  the  weeks  of  December  17  and  24,  respectively. 
The  average  production  per  working  day — 1,192,000  tons — gave 
no  evidence  of  a  recovery  in  demand. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  of  soft  coal  loaded  on 
each  day  of  Christmas  week:  Christmas  holiday,  413;  Tuesday, 
December  27,  20,225;  Wednesday,  December  28,  22,966;  Thurs- 
day, December  29,  22,998;  Friday,  December  30,  24,161;  Satur- 
day, December  31,  17,897. 

"Preliminary  telegraphic  reports  indicate  that  Monday,  Jan- 
uary 1,  was  widely  observed  as  a  holiday,  and  as  but  4,126  cars 
were  loaded,  against  about  25,000  on  recent  Mondays,  it  counted 
for  only  one-sixth  of  a  working  day.  On  Tuesday,  January  3, 
27,080  cars  were  loaded.  This  is  the  highest  record  for  any  one 
day  since  November  23." 


C.,  R.  I.  &  P.  BONDS 

The  Chicago,  Rock  Island  &  Pacific  has  applied  to  the  Com- 
mission for  authority  to  issue  $1,000,000  of  4  per  cent  general 
mortgage  gold  bonds  and  $1,000,000  of  4  per  cent  first  and  refund- 
ing mortgage  gold  bonds,  to  reimburse  the  company  for  expend- 
itures from  income. 


C.,  T.-&  S.  NOTES 

The  Cairo,  Truman  &  Southern  Railroad  Co.  has  been  au- 
thorized by  the  Commission  to  issue  not -exceeding  $250,000  of 
5-year  promissory  notes,  bearing  6  per  cent  interest,  of  which 
$172,000  will  be  used  to  cover  floating  debts  and  $78,000  for  con- 
struction and  repairs. 


.      CHANGES   IN    DOCKET 

Hearing  in  12315,  J.  D.  Sugg  et  al.  vs.  C.  R.  I.  &  P.  et  al., 
assigned  for  Jan.  14  at  Oklahoma  City,  Okla.,  was  canceled. 

I.  and  S.  1459  (second  supplemental  order),  chrome  iron 
and  manganese  ore  between  points  in  Official  Classification  ter- 
ritory, was  set  for  hearing  in  Washington,  D.  C.,  January  10. 
in  12377  Williamson  Halsell  Fra7i>r  Co  vs.  Di 


rector-General,  assigned  for  January  14  at  Oklahoma  City,  Okla., 
was  canceled. 

Hearing  in  I.  and  S.  1448  (and  first  and  second  supplemental 
orders),  rates  and  terminal  charges  on  coal  to  gulf  ports,  as- 
signed for  January  11  at  New  Orleans,  La.,  was  cancelled. 

Hearing  in  I.  and  S.  1456,  Elimination  of  Green  Fruit  Auc- 
tion Co.  from  list  of  C.  M.  &  St.  P.  industries,  assigned  for 
January  12  at  Chicago,  111.,  was  reassigned  for  February  8  at 
Chicago.  L^jtd  M 


Digest  of  New  Complaints 

• _ • 

No.  13384.     Greene  Cananea  Copper  Co.,   Cananea,   Mex.,  vs.  C.  R.  I. 
&  P.  et  al. 

Unlawful,  unjust  and  unreasonable  rates  on  various  materials 
and  supplies  from  points  in  the  United  States  to  Cananea,  Mex. 
Asks  reparation. 

No.    13385.     International   Agricultural   Corporation,   Atlanta.   Ga,,   vs. 
Director  General,  as  agent. 

Unjust  and  unreasonable  rate  of  $6.25  per  net  ton  on  phosphate 
rock  from  Prairie,  Fla.,  to  Florence,  Ala.,  in  that  it  exceeded 
combination  available  on  Birmingham,  Ala.,  $4.25.  Asks  repara- 
tion. 

No.  13386.    Rex  Metal  Works,  Seattle,  Wash.,  vs.  Director  General,  as 
agent.  Northern  Pacific  et  al. 

Excessive  and  unreasonable  rates  on  scrap  lead  from  Seattle  to 
Chicago.  Asks  reparation. 

No.  13387.     Missouri  Portland  Cement  Co.  et  al.,  St.  Louis,  vs.  Santa 
Fe  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  rates  on  cement  between  St.  Louis  and  des- 
tinations within  Illinois.  Asks  cease  and  desist  order,  just  and 
reasonable  rates. 

No.  13388.     Ginocchio-Jones  Fruit  Co.,  Kansas  City,  Mo.,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  grapes  from  Fresno,  Calif.,  to 
Chicago,  and  reconsigned  to  Kansas  City.     Asks  reparation. 
No.   13389.     Lynchburg  Foundry  Co.,   Lynchburg,   Va.,   vs.   Norfolk   & 
Western  et  al. 

Unjust  and  unreasonable  rates  on  cast  iron  pipe  from  Radford, 
Va.,   to  Great  Falls,  Mont.,  by  reason  »f  a  rate  higher  to  Great 
Falls  than  to  Seattle,  a  more  distant  point.    Asks  reparation. 
No.  13390.    The  Fred  G.  Clark  Co.,  Cleveland,  vs.  N.  Y.  C.  et  al. 

Alleges  misdelivery  tank  carload  lubricating  oil  shipped  from 
North  Warren,  Pa.,  to  Indianapolis,  Ind.,  causing  refusal  of  ship- 
ment. Asks  reparation. 

No.  13391.     The  Meridian  Fertilizer  Factory,  Meridian,  Miss.,  vs.  Mo- 
bile &  Ohio  et  al. 

Unjust  and  unreasonable  rates  on  phosphate  rock  originating  in 
Florida,  moved  from  docks  at  Mobile,  Ala.,  to  Hattiesburg  and 
Shreveport.  Asks  reparation. 

No.  13392.    The  Wichita  Board  of  Commerce,  Wichita,  Kan.,  vs.  C.  R.  I. 
&  P.  et  al. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
grain  and  grain  products  from  points  in  Kansas  and  Oklahoma 
on  Rock  Island  to  Galveston  and  Texas  City,  Tex.  Asks  cease 
and  desist  order  and  just  and  reasonable  rates. 

No.  13393.    W.  R.  Freeman  and  C.  Boettcher,  as  receivers  of  Denver  & 
Salt  Lake  R.  R.,  vs.  S'anta  Fe  et  al. 

Alleges  that  divisions  accorded  complainant  are  unjust,  unrea- 
sonable, inequitable  and  unduly  prejudicial;  that  under  existing 
divisions  and  conditions  complainant  cannot  earn  any  net  whatever 
while  defendants  are  earning  in  excess  of  a  fair  return  of  5% 
per  cent  on  value  of  their  properties.  Asks  for  just,  reasonable 
and  equitable  divisions  from  all  joint  rates  on  coal. 
No.  13394.  Atlas  Cereal  Co.,  Kansas  City,  Mo.,  vs.  Santa  Fe  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  discriminatory 
rates  on  rolled  oats,  oat  groats  and  oatmeal,  in  straight  C.  L., 
or  mixed  C.  L.  with  cornmeal  and  hominy  from  Kansas  City,  Mo., 
under  flat  rates  or  milled  in  transit  on  grain  originating  in  Mis- 
souri, Kansas.  Nebraska,  South  Dakota,  Iowa  and  Minnesota,  to 
points  in  California  and  Washington.  Asks  for  rates  which  will 
bear  proper  relationship  to  the  rates  on  wheat  flour;  also  for 
minimum  weights  properly  related  to  the  rates  and  reparation. 
No.  13395.  Commission  Reguladora  Del  Mercade  De  Henequen,  New 
York  City,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  sisal  from  Mounds.  111.,  to  Chi- 
cago and  St.  Louis  during  January  and  February,  1D20.  Asks  for 
reparation. 

No.  13396.    Fruit  Growers'  Express,  Chicago,  111.,  vs.  Director  General, 
as  agent. 

Unjust  and  unreasonable  rates  on  ice  from  Hamlet,  N.  C.,  to 
Atlanta,  Ga.  Asks  for  reparation. 

No.  13397.     Melcroft  Coal  Co.,  Pittsburgh,  Pa.,  vs.  Indian  Creek  Val- 
ley et  al. 

Unduly  prejudicial  and  unjustly  discriminatory  rates  on  coal 
from  Melcroft,  Pa.,  to  eastern  destinations  as  compared  with  the 
rates  from  the  Meyersdale  and  Clearfleld  regions  of  Pennsylvania 
by  reason  of  absence  of  joint  through  rates.  Asks  for  establish- 
ment of  loint  through  rates  that  are  not  prejudicial  or  dis- 
criminatory. 

No.  13399.    Centennial  Mill  Co.,  Spokane,  Wash.,  vs.  Director  General, 
as  agent,  Oregon-Wash.  R.  R.  &  N.  Co. 

Unjust  unreasonable  and  unjustly  discriminatory  rates  on  flaked 
cereals  and  pancake  flour  from  Spokane,  Wash.,  to  Baker,  Ore. 
Asks  reparation. 

No.   13398.     C.   A.   Schaefer,   Louisville,   Ky.,   vs.   Director  General,   as 
agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  rates  on  apples  from  points  in  Oregon  to 
Louisville,  Ky.  Asks  reparation. 

No.  13400.    The  American  Agricultural  Chemical  Co.  et  al.,  New  York 
City,  vs.  Director  General,  as  agent. 

Excessive,  unjust,  unreasonable  and  unlawful  rates  on  sulphuric 
acid  from  Charleston.  S.  C.,  to  Alexandria.  Va.    Asks  reparation. 
No.  13401.     The  Oakes  Co.,  St.  Paul,  Minn.,  vs.  M.  St.  P.  &  S.  S.  M. 
et  al. 

Unjust,  unreasonable,  unjustly  dfscriminatory  rates,  as  well  as 
in  violation  of  fourth  section,  on  piling  from  Butternut,  Wis.,  and 
Rrsprve,  Wis.,  to  St.  Pfiul.  Minn.  Asks  reparation. 

No.  13402.    American  Dyewood  Co.,  New  York  City,  vs.  Atlantic  Coast 
Line  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
•  •ntinl  nnil  prejudicial  r.ifps  on  lojrwood  nnrt  other  dypwoods  ami 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile   to   Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 
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dycwood  extracts  and  dyestuffs  from  New  York.  N.  Y.,  to  Chester, 
Pa.,  from  Chester.  Pa.,  Mobile.  Ala.,  New  York.  N.  Y.,  and  Boston, 
Mass.,  to  various  interstate  destinations.  Asks  cease  and  desist 
order,  Just  and  reasonable  rates  and  reparation. 

No.   13403.     Globe   Rendering  Co.,   Chicago,   111.,   vs.   Director  General, 
as  agent 

Unjust  and  unreasonable  charges  for  "alleged  engine  service  at 
Chicago.  111.,  at  the  rate  of  |8  per  hour,"  in  addition  to  lawful 
published  tariff  rate  and  charge  applicable  to  movement  of  cars 
containing  dead  animals,  from  points  on  Chicago  Junction  to  con- 
nection with  P.  C.  C.  &  St.  L.  Asks  reparation. 

No.    13404.     The   Walter   WaHingford   Coal    Co.,    Pittsburgh,    Pa.,    vs. 
Director  General,  as  agent. 

Alleges  overcharge  on  bituminous  coal  from  a  point  on  Penn- 
sylvania to  Seaboard,  N.  J.,  by  reason  of  assessment  of  demur- 
rage and  penalty  charges.  Asks  reparation. 

No.  13405.    The  Lafayette  Box  Board  and  Paper  Co.,  Lafayette,  Ind., 
vs.  Director  General,  as  agent. 

I'njust,  unreasonable  and  unjustly  discriminatory  rates  on  straw 
from  Free  and  York  Switch,  Ind.,  to  Lafayette,  Ind.  Asks  repara- 
tion. 

No.  13406.     Corporation  Commission  of  Oklahoma  vs.  Arkansas  R.  R. 
et  al. 

Asks  for  establishment  of  reasonable  maximum  local  and  joint 
thiough  rates  on  grain  and  grain  products  and  straw,  hay  and 

Eroducts   of  straw   between   all   points   within   the   state   of  Okla- 
oma  and  all  points  within  Kansas,  Missouri  and  Arkansas. 
No.   13407.     Mississippi  Valley  Iron   Co.,   St.   Louis,   Mo.,   vs.   Director 
General,  as  agent,  and  Mo.  Pac. 

I'nreasonable,  exorbitant,  unjust,  unjustly  discriminatory  rate  on 
manganese  refuse  from  James,  Ark.,  to  Carondelet,  Mo.  Asks  for 
rate  of  $1.80  per  gross  ton  and  reparation. 

No.   13408.     The  Atwood-Crawford   Co.,   Pawtucket,   R.    I.,   vs.   Maine 
Central  et  al. 
Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  mill 


waste  between  points  in  Maine  and  New  Hampshire  and  points 
in  Rhode  Island.  Asks  cease  and  desist  order  and  just  and  reason- 
able rates. 

No.  13409.     Horace  R.  Kelly  &  Co.,  New  York  City,   vs.   Ore.-Wash. 
R.  R.  &  N.  Co.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  rates  on  cigars 
from  Manila,  P.  I.,  via  Seattle,  to  New  York  City,  because,  it  is 
alleged,  Consolidated  Freight  Classlflactlon  No.  1,  page  125,  item  3, 
provides  for  double  first  class  freight  rates  on  cigars  in  cases,  not 
strapped,  corded  and  sealed  in  accord  with  regulation  prescribed, 
and  that  such  requirement  is  unjust  and  unreasonable.  Asks 
reparation. 

No.    13410.      Texas    Chamber    of   Commerce    et   al.,    Dallas,    Tex.,    vs. 
Abilene  &  Southern  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  burlap,  bagging,  imported,  from 
shipside,  New  Orleans,  La.,  to  Dallas,  Tex.,  and  on  domestic 
shipments  of  burlap  bags  from  Dallas,  Tex.,  to  points  in  Okla- 
homa. Asks  cease  and  desist  order,  just  and  reasonable  through 
Joint  rates;  that  the  orders  heretofore  made  in  Docket  I.  C.  O. 
8418  be  so  modified  as  to  enable  complainants  to  obtain  relief 
from  unreasonable  and  discriminatory  rates  and  charges  apply- 
ing on  intrastate  traffic  within  the  state  of  Texas  before  the 
properly  constituted  authorities  having  jurisdiction  over  said 
intrastate  rates;  that  Docket  I.  C.  C.  7437  be  reopened  and  set 
'  down  for  further  hearing  in  connection  with  this  proceeding. 

No.    13411.     Saginaw  Milling   Co.   et  al.,   Saginaw,   Mich.,   vs.   Director 
General,  as  agent,   Pere  Marquette  et  al. 

Alleges  that  rate  charged  for  transporting  grain  from  Sagi- 
naw, Mich.,  to  Statesville,  N.  C.,  was  unreasonable  to  extent  It 
exceeded  rate  in  effect  June  24.  1918,  plus  6c  per  100  Ibs.  up  to 
and  including  August  25,  1920.  and  since  that  date  unreasonable 
to  the  extent  it  exceeded  and  exceeds  rate  in  effect  June  24, 
1918,  plus  6c  per  100  Ibs.,  plus  advance  in  Ex  Parte  74.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  repara- 
tion. 


Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (»)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

January  16 — New  York,  N.  Y. — Examiner  J.  E.  Smith: 

*  13115— International  Steel  Corp.  vs.  P.  R.  R. 
January  17 — New  York,  N.  Y. — Examiner  J.  E.  Smith: 

*  13188— W.  Va.  Pulp  and  Paper  Co.,  Inc.,  vs.  Director  General. 
January  16 — Washington,  D.   C. — Examiner  J.  F.  Gray: 

Finance  Docket  2038 — In  the  matter  of  the  petition  of  Caldwell  &  Co., 
reorganization  manager,  in  behalf  of  the  Tennessee  Midland  Rail- 
road Co.,  a  corporation  about  to  be  formed  for  the  purpose  of  ac- 
quiring the  Tennessee  Central  Railroad,  for  approval  of  a  proposed 
plan  of  reorganization,  a  proposed  loan  under  section  210  of  tha 
transportation  act,  and  other  things. 

January  16 — Buffalo,  N.  Y. — Examiner  Koch: 

12459 — The  White  Pine  Assn.  of  the  Tonawandas  et  al.  vs.  Director 
General.  N.  Y.  C.  et  al. 

January  16 — 'Washington.  D.  C. — Director  Colston: 

13345— Divisions  of  joint  rates,  fares  and  charges  on  traffic  inter- 
changed between  Missouri  &  North  Arkansas  R.  R.  Co.  and  Its 
connections. 

January  16 — Maeon,  Ga. — Examiner  Howell: 

13187— The  Standard  Brick  Co..  Inc.,  vs.  G.  F.  &  A.  et  al. 

13187  (Sub.  No.  1)— Oconee  Brick  and  Tile  Co.  vs.  C.  of  Ga.  et  al. 
January  16— St.  Louis,  Mo.— Examiner  Witters: 

13108— T.  Walter  Hardy,  doing  business  as  Hardy  Salt  Co.,  vs.  Di- 
rector General,  Missouri  Pacific. 
January  16— Chicago,  111.— Examiner  Keeler: 

13105 — Armour  &  Co.  vs.  Director  General. 
January  16 — Sioux  Falls,  S.  D. — Examiner  Fuller: 

I.  and  S.  1439 — Window  glass  from  Kansas  points  to  Sioux  Falls,  S.  D. 
January  16— Portland,  Ore. — Examiner  Gault: 

I.  and  S.  1396 — Elimination  of  routing  on  lumber  from  S.  P,  &  S.  Ry. 

via  Pasco  or  Spokane,  Wash. 
January  16 — Washington,  D.  C. — Examiner  Hosmer: 

13231 — National  Association  of  Sand  and  Gravel  Producers  vs.  Pa 
R.  R.  et  al. 

January  16— Argument  at  Washington,  D.  C.: 
12448— The  Republic  of  France  vs.  Director  General,  P.  &  R. 
12450 — The  Republic  of  France  vs.  Director  General. 

320— Republic  of  France  vs.  Director  General. 
13135 — In  the  matter  of  jurisdiction  over  the  depreciation  charges  of 

the  Washington  Ry.  &  Electric  Co. 
January  16— Detroit,  Mich.— Examiner  Carter: 

905— The  Larrowe  Milling  Co.  vs.  A.  T.  &  S.'F.  et  al. 
12676— The  Dow  Chemical  Co.  vs.  Pere  Marquette  et  al. 
12455 — Homer  Furnace  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 
January  17— St.  Louis,  Mo.— Examiner  Witters: 

'42 — Missouri  Portland  Cement  Co.  vs.  C.  C.  C.  &  St.  L.  et  al 
13165— Tumi  Bros.  Pig  Iron  and  Coke  Co.  vs.  Director  General. 
January  17— Louisville,  Ky.— Examiner  Eddy: 
13233— Standard  Oil  Co.  (Ky.)  vs.  A.  G.  S.  et  al. 
13161— Ballard  &  Ballard  Co.,  Inc.,  vs.  Director  General 
13234— S.  Zorn  &  Co.  vs.  Director  General. 
January  17— Chicago.  111.— Examiner  Keeler: 

-Prescott  &  Northwestern  R.  R.  Co.  vs.  Director  General. 
13079 — H.  J.  Keith  Co.  and  John  Layton  Co.,  Inc.,  vs.  Director  Gen- 
eral. 

January  17— Portland,  Ore.— Examiner  Gault: 

13118— Valley  &  Siletz  R.  R.  Co.  vs.  Sou.  Pac. 
January  17— Globe.  Ariz.— Examiner  Gaddess: 

»180— E.  A.  Tovcra  &  Co.  et  al.  vs.  Director  General. 
January  17 — Argument  at  Washington,  D.  C.- 

-Belber  Trunk  and  Bag  Co.  vs.  West  Jersey  &  Seashore  et  al. 
"I72 ~Mnson  citv  Brick  and  Tile  Co.  vs.  Director  General,  A.  T.  & 

s.  r .  et  al. 
'2562— Carstens   Packing  Co.   vs.   Director  General,   Camas  Prairie 


January  17 — Ft.  Worth,  Tex. — Examiner  Oliver: 
12665— Ft.  Worth  Cotton  Oil  Mill  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
12504 — Ft.  Worth  Oil  Mill  et  al.  vs.  Director  General,  Beaumont,  Sour 

Lake  &  Western  et  al. 

January   17 — New  York,   N.   Y. — Examiner  J.   E.   Cmith: 
I.  and  S.  1452 — Refined  sulphate  of  magnesium,  Atlantic  seaboard  to 

Johnson  City,  Tenn. 
January  18 — Washington,  D.  C. — Examiner  Gerry: 

I.  and  S.  1460 — Coal  from  Kentucky,   Tennessee  and  West  Virginia 

mines  to  Southern  Ry.  points  in  Indiana  and  Illinois. 
1460  (first  supplemental  order) — Coal  from  Kentucky,  Tennessee  and 

West  Virginia  mines  to  Sou.  Ry.  points  in  Indiana  and  Illinois. 
January  18 — Warren,  Pa. — Examiner  Koch: 

13209 — H.   A.  Logan,   receiver  for  Warren  Oil  Co.  of  Pa.  vs.   Direc- 
tor General. 
*l.   and   S.   1470 — Brick   and   clay   from   Kane,   Pa.,   to  New  York   and 

Philadelphia  group  points. 

January  18 — New  York,  N.  Y. — Examiner  J.  E.  Smith: 
13218 — International  Paper  Co.  vs.  Maine  Cent,  et  al. 
January  18 — Louisville,  Ky. — Examiner  Eddy: 

11885 — West  Kentucky  Coal  Bureau  vs.  111.  Cent,  et  al. 
January   18 — Ft.  Worth,  Tex. — Examiner  Oliver: 

12358— Texas  Live  Stock  Shippers'  Protective  League  et  al.  vs.  Di- 
rector General,  Abilene  &  Southern  et  al. 
12510 — Bergman  Produce  Co.  et  al.  vs.  Director  General,  Beaumont, 

Sour  Lake  &  Western  et  al. 
January  18 — Argument  at  Washington,  D.  C.: 

11772 — T.  G.  Bush  Grocery  Co.  et  al.  vs.  Director  General,  L.  &  N. 

et  al. 

12156 — Besler  Grocery  Co.  et  al.  vs.  Director  General,  L.  &  N.  et  al. 
1 2458— Capital  Warehouse  Co.  vs.  Director  General,  111.  Cent. 
11857 — lola   Cement  Mills   Traffic  Assn.   et  al.   vs.   Director  General 

Cassville  &  Exeter  et  al. 

January  18 — Globe,  Ariz. — Examiner  Gaddess: 
13139 — Graham   &   Gila  Counties   Traffic  Assn.   vs.   Arizona  Eastern 

et  al. 
January  18 — Minneapolis,  Minn. — Examiner  Fuller: 

and  S.  1416 — Storage  in  transit  rules  at  Minnesota  Transfer  on  Im- 
port traffic  coast  ports. 

January  18 — Jacksonville,  Fla. — Examiner  Howell: 
10892 — Railroad  Commissioners,   State  of  Florida,  vs.   Director  Gen- 
eral, Aberdeen  &  Rockfish  et  al. 

January  18 — Lansing,   Mich. — Michigan  Public  Utilities  Commission: 
Finance  Docket  1703 — Application  of  P.  M.  Ry.  to  abandon  Big  Rap- 
ids &  White  Cloud  Line. 
Finance   Docket   1704 — Application   of  P.   M.   Ry.    to  abandon   Lyons 

Spur  Line. 
Finance  Docket  1707— Application  of  P.  M.  Ry.  to  abandon  Freeport 

Branch. 

Finance  Docket  1708 — Application  of  P.  M.  Ry.  to  abandon  Buchanan 
Branch. 

January  19— Hays,  Kans.— Public  Utilities  Commission  of  Kansas: 

*  Finance  Docket  1166 — In  the  matter  of  the  application  of  the  Golden 

Belt  R.  R.   of  Kansas  for  a  certificate  of  public  convenience  and 

necessity. 

January  19— New  York,  N.  Y.— Examiner  J.  E.  Smith: 

I.  and  S.  1462— Icing  milk  and  cream  between  N.  Y.  N.  H.  &  H.  and 

Central  New  England  Ry.  points. 
January  19 — Minneapolis,  Minn. — Examiner  Fuller: 

12426— Acme  Fruit  Co.  et  al.  vs.  Can.  Pac.  et  al. 
January  19 — Lansing.  Mich. — Examiner  Carter: 

13111 — The  Kneeland  Bigelow  Co.  et  al.  vs.  Mich.  Cent. 
January  19 — Portland,  Ore. — Examiner  Gault: 

13121 — Chas.    K.    Spauldlng   Logging  Co.   vs.    Director  General,   Sou. 

Pac.  et  al. 
January  19 — Argument  at  Washington.  D.  C.: 

12177— British  United  Shoe  Machinery  Co.,  Ltd..  vs.  Pa.  R.  R. 

11973— Northwest  Steel  Co.  et  al.  vs.  C.  B.  &  Q.  et  al. 

12158— Frye  &  Co.  vs.  G.  N.  et  al. 

12064 — Birmingham  Packing  Co.  vs.  Til.  Cent,  et  al. 
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January  Hearings  of  the 
Interstate  Commerce  Commission 


VtSTON 

Numeral*  indicate  number 
of  hearings  in  each  city. 


217  DOCKETS 
IN  60  CITIES 


CASES     OF    SPECIAL     INTEREST 


STORAGE-IN-TRANSIT  RULES 

at  Minnesota  transfer  on  import  traffic  from  Pacific 
Coast,  to  be  heard  in  Minneapolis,  Minn.,  January  18, 
1922,  I.  A  S.  Docket  1416.  This  covers  the  movement  on 
the  part  of  the  Transcontinental  railroads  to  eliminate 
warehousing-in-trnnsit  privilege  on  all  imported  good* 
received  through  Pacific  ports  when  such  goods  are  to 
find  their  final  destination  in  the  southeastern  states. 

ll!\\-<  MMIM  \TAL   FOURTH   SECTION 

APPLICATIONS 

for  relief  from  provisions  of  Fourth  Section  of  Inter- 
state Commerce  Act  in  connection  with  rates  on  various 
commodities,  carloads,  from  Eastern  defined  territories 
to  Pacific  Coast  terminals,  beginning  Chicago,  Novem- 
ber llth.  before  Examiner  Disque.  Hearings  have  been 
held  at  Omaha,  Denver,  Helena,  Salt  Lake  City,  Boise, 
Spokane,  Portland.  San  Francisco.  Reno,  Phoenix,  At- 
lanta- January  16th  at  New  Orleans;  January  23rd  at 
New  Vork. 

PORT  INVESTIGATION 

Charges  for  wharfage,  handling,  storage,  and  other  ac- 
cessorial service*:  heard  September  19th  to  October  10th, 
at  Norfolk,  Charleston,  Savannah.  Jacksonville,  Mobile, 
New  Orleans  Galveston.  (Docket  12681.) 


COTTON  CASES 

I.  A  S.  1393,  cotton  and  cotton  linters  to  Pacific  Coast 
ports  for  export;  heard  October  17th  at  Galveston,  No- 
vember 14th  at  San  Francisco.  Docket  12750,  Memphis 
Freight  Bureau  vs.  Missouri  Pacific;  heard  October  26th, 
Memphis,  concentration-in-transit  privileges  on  cotton. 
I.  *  S.  1431,  cotton  and  cotton  linters  from  Mississippi 
Valley  points;  heard  December  15th  at  Memphis. 


WE   WANT   YOU   TO    KNOW   that   the   work   of  »lenographically    re- 
porting   I.   C.   C.   proceeding*   i*   not  only   for  the  purpoM  of   fur- 
^^•tnx    reeord>    to    the    Commlwion.    but   al»o    for   the   benefit    of 
pe.rticipe.nU  and  other  partie*   internUd. 

TOUR  CONTINUED  CO-OPERATION  18  NECESSARY  to  mmke  thin 
•errice  poHlble.  permanent  and  efficient.  It  i>  the  blneit  re- 
'  porting  operation  in  the  world,  requiring  a  large  and  coordinate 
national  organization :  It  U  a  work  of  the  highest  importance, 
largely  technical  and  Terr  exacting.  We  are  ably  auuted  in 
thit  undertaking  by  our  46  Field  Offices,  through  their  loyal  co- 
operation, intelligent  and  efficient  application  in  the  performance 
of  their  official  dutlei. 

DO  YOU  KNOW  THAT  time  requiring  official  transcript*  of  the 
•tenographer*'  minute*  of  these  hearing*  can  obtain  them  only 
from  the  Official  Reporter*  T  Authentic  coplea  can  be  had  from 
no  other  tource.  Stenographic  report*  of  bearing*  can  be  had 
(at  the  nominal  co*t  of  12V»  cent*  per  page,  fixed  by  the  Com- 
mi**ionl  by  placing  your  order*  with  the  reporter*  in  attendance 
at  hearing*  or  by  directing  your  request*  to  the  New  York  office. 


TRANSCRIPT*   OP   I.   C.   C.   CASES   HEARD   SINCE   DECEMBER   I.    1*1*.  CAN  BE  SUPPLIED 

ADDRESS: 

OFFICIAL  REPORTERS,  INTERSTATE  COMMERCE  COMMISSION 

Woolworth  Building  New  York  City 

THE  STATE  LAW  REPORTING  COMPANY,  Publishers  of  Law  Reports 

Stenographic  Reports  of  Depositions,  Conventions,  Legal  Proceeding*,  Investigations,  etc.,  anywhere  in  the  United  State* 
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January  18 — Minneapolis,  Minn. — Examiner  Puller: 
13095— Anderson  Lumber  Co.  vs.  Nor.  P«c.  »t  al. 
inuary  II — Chicago.  111. — Examiner  Keeler: 

13132 — Urcnnan  Packing  Co.  vs.  Director  General  and  Chicago  Junc- 
tion l:>. 

January  20— Washington.  D.  C. — Examiner  Davis: 

•  Finance  Docket  1582 — In  the  matter  of  the  application  of  St.  Louis- 
San   Francisco  Ry.   Co.   for  authority  to  acquire  control,   by  pur- 
chaae.  of  the  railroad  of  the  Miami  Mineral  Belt  R.  R.  Co. 
January  20 — Argument  at  Washington,  D.  C.: 
12425— The  Kt.  Wayne  Rolling  Mill  Corp.  vs.  Director  General,  C.  M. 

&  St.  P.  et  al. 
12427— The  Kt.  Wayne  Rolling  Mill  Corp.  vs.  Director  General,  A.  T. 

A  S.  F.  rt  al. 
11908 — Hydraulic-Press  Brick  Co.   vs.   Director  General,  C.   &  E.   I. 

et  al. 
11908  (Sub.  No.  1) — National  Fire  Proofing  Co.  vs.  Director  General, 

P.  C.  C.  &  St.  L.  et  al. 
12456 — The  Qrasselli  Chemical  Co.  vs.  Director  General,   C.  &  E.  I. 

et  al. 
12407 — Loogootee  Fire  Clay  Products   Co.   vs.   Director  General   and 

B.  &  O. 

12408— Fred  Kixmiller  et  al.  vs.  Director  General  and  B.  &  O. 
January  20 — Kansas  City,  Mo. — Examiner  Witters: 

1.  and  S.  1427 — Reciprocal  switching  at  Kansas  City,  Mo.-Kan. 
January  20 — Portland.  Ore. — Examiner  Gault: 
13184 — Portland  Traffic  and  Transportation  Assn.  et  al.  vs.  Ann  Arbor 

et  al. 
13235 — Portland  Traffic  and  Transportation  Assn.  et  al.  vs.  Director 

General.  C.  &  N.  W.  et  al. 

January  20 — Minneapolis.  Minn. — Examiner  Fuller: 
13108— Crookston  Gas  Co.  et  al.  vs.  G.  N. 

13106  (Sub.  No.  1) — Crookston  Gas  Co.  et  al.  vs.  Director  General. 
13119— S.  G.  Palmer  Co.  vs.  Director  General,  N.  T.  C.  et  al. 
January  20 — Louisville,  Ky. — Examiner  Eddy: 

13112 — Clay  County  Coal  Operators'  Assn.  et  al.  vs.   Cumberland  & 

Manchester  R.  R.  el  al. 
January  20 — Chicago,  111. — Examiner  Keeler: 

78— Wjlson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director  General. 
13200 — Wilson  &  Co.,  Inc.,  vs.  Director  General. 
201 — Wilson  &  Co.,  Inc.,  vs.  Director  General. 
13202 — Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director  General. 
January  21— Washington,  D.  C.— Examiner  Koch: 

13014 — Mitchell  Lime  Co.  vs.  A.  C.  &  Y.  et  al. 
January  21 — Argument  at  Washington,  D.  C.: 

*^-We»tern  Grain  Co.  vs.  Director  General,  L.  &.  N    et  al 
12190— A.  B.  Smith  et  al.  vs.  111.  Cent. 

527— A.  B.  Smith  et  al.  vs.  Director  General.  C.  M.  &  G   et  al. 
12327  (Sub.  No.  1)— A.  B.  Smith  et  al.  vs.  Director  General    C.  M.  & 

G.  et  al. 

12374 — Wofford  Oil  Co.  et  al.  vs.  Director  General,  N.  O.  N.  E.  et  al. 
January  21— Kansas  City,  Mo.— Examiner  Witters: 
I.  and  S.   1370 — Grain  and  grain  products  between  stations  In   Okla- 
homa and  stations  in  Kansas  and  Nebraska. 
January  21 — Minneapolis,  Minn. — Examiner  Fuller: 

13152 — Northwestern  Marble  and  Tile  Co.  vs.  Director  General.  N   Y. 

N.  H.  &  H.  et  al. 

January  21— New  York,  N.  Y.— Examiner  J.  E    Smith-. 
I.  and  S.  1447 — Sublimed  lead  to  trunk  line  points, 
nnuary  21— Phoenix,  Ariz.— Examiner  Gaddess: 
13260— Gila  Water  Co.  et  al.  vs.  Arizona  Eastern  et  al. 
January  23— Kansas  City,  Mo.— Examiner  Witters: 

12219— Lockwood  Mfg.  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al. 
January  23— Portland-,  Ore.— Examiner  Gault: 

13294 — Pacific  Grain  Co.  vs.  Director  General. 
January  23— Chicago,  111.— Examiner  Keeler: 

i198— Chicago    Live    Stock    Exchange    vs.    Director   General,    C.    & 
N.  W.  et  al. 

January  23— Argument  at  Washington,  D.  C.: 

12210— American  Fruit  and  Vegetable  Shippers'  Assn.  vs.  Bangor  & 
Aroostook  et  al. 


12375 — F.  S.  Royster  Guano  Co.  vs.  Director  General. 

12270— Cheseborough    Mfg.   Co.,    Consolidated,    vs.    Director   General. 

Pa.  R.  R.  et  al. 

12295 — West  Virginia  Pulp  and  Paper  Co.  vs.  Director  General. 
January  23 — New  York.  N.  Y. — Examiner  J.   E.  Smith: 

I.    and    S.    1465— Express    class    rates    between    United    States    and 

Canadian  points. 
January  23 — Battle  Creek,  Mich. — Examiner  Carter: 

13204 — Kellogg  Toasted  Corn  Flake  Co.  vs.  Ann  Arbor  et  al. 
January  23 — Wichita  Falls.  Tex. — Examiner  Oliver: 

13026— Wichita  Motors  Co.  vs.  A.  &  V.  et  al. 
January  23 — Phoenix,  Ariz. — Examiner  Gaddess: 

13297 — Traffic   Bureau,    Chamber   of   Commerce,   Phoenix,   Ariz.,   vs. 

Sou.  Pac. 
13298 — Traffic  Bureau,  Chamber  of  Commerce,  Phoenix.  Ariz.,  et  al. 

vs.  Sou.  Pac.  et  al. 
January  23 — Minneapolis,  Minn. — Examiner  Fuller: 

13164 — Northwestern  Traffic  and  Service  Bureau  vs.  Mo.  Pac.  et  al. 
13166 — Northwestern  Traffic  and  Service  Bureau  vs.  C.  &  A.  et  al. 
13167 — Northwestern  Traffic  and  Service  Bureau  vs.  C.  T.  H.  &  S.  E. 

et  al. 

13168 — Northwestern  Traffic  and  Service  Bureau  vs.  C.  &  N.  W. 
January  23 — Washington,  D.  C. : 

Valuation  Docket  60 — In  re  tentative  valuation  of  properties  of  Cent- 
ral  of   Georgia    Ry. ;    Southwestern    R.    R. ;    Augusta   &    Savannah 
R.  R.;  and  Chattahoochee  &  Gulf  R.  R. 
Valuation    Docket    151 — In    re    tentative    valuation    of    properties    of 

Florida  East  Coast  Ry.  and  Atlantic  &  East  Coast  terminal. 
January  23 — Lexington,  Ky. — Examiner  Eddy: 

13196 — Lexington  Granite  Co..  Inc.,  vs.  Director  General. 
January  23 — New  York,  N.  Y. — Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957,  11985,  12063.  11940,  12118  and  12094. 
January  24 — New  York,  N.  Y. — Examiner  Disque: 
Fourth  Section  App.  8835. 

*  I.    and    S.    1457    (first    suppl.    order) — Sugar    from    southern    points 

to  St.   Louis,  Mo.,  and  related  points. 

*  I.  and  S.   1457 — Sugar  from  southern  points  to  St.   Louis,   Mo.,   and 

related  points.     (Further  hearing.) 

I.  and  S.  1443 — Sugar  from  eastern  points  to  C.  F.  A.  territory. 
13098 — Arbuckle  Bros,  et  al.  vs.  Ann  Arbor  et  al.     (Further  hearing.) 
January  24 — Omaha,  Neb. — Examiner  Witters: 

13114 — E.  W.  Arthur  vs.  Director  General. 
January  24 — Argument  at  Washington,  D.  C. : 
12242— The  Hipolite  Co.  vs.  A.  C.  &  Y.  et  al. 
12275— Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et.al. 
January  25 — Washington,  D.  C.— Examiner  Clarke: 

Finance  Dockets  2046  and  2048 — In  the  matter  of  the  application  of 
N.  Y.  C.  R.  R.  Co.  to  acquire  by  purchase  the  capital  stock  of  the 
C.   C.   C.    &   St.    L.   Ry.   Co.   and   for   permission   to   issue   certain 
securities. 
January  25— Argument  at  Washington.  D.  C. : 

12321 — Gilpin,  Langdon  &  Co.,  Inc.,  vs.  Director  General. 
12363 — The  Procter  &  Gamble  Co.  vs.  Apalachicola  Nor.  et  al. 
12392 — Clarendon  Refining  Co.  et  al.  vs.  A.  C.  L.  et  al. 
January  25 — Omaha,   Nebr. — Examiner  Witters: 

13273 — In  the  matter  of  interstate  and  intrastate  rates  for  the  trans- 
portation  of  ordinary  live   stock,   in  carloads,   from   points   in   Ne- 
braska to  Omaha  and   South   Omaha,   Nebr.,   in   their   relation   to 
rates   on   the   same   commodity,    in   carlcads,    from    points   in   Ne- 
braska to  Kansas  City  and  St.  Joseph,  Mo.,  and  Sioux  City,  la. 
January  25— Cincinnati,  O. — Examiner  Eddy: 
I.   and   S.   1453 — Vehicles   and   vehicle   bodies   from   eastern   points   to 

transcontinental  territory. 

January  25 — Portland.  N.  D. — Railroad  Commission  of  North  Dakota: 
Finance   Docket  1608 — Application  of  Gt.   Nor.   Ry.   for  certificate  of 
public  convenience  and  necessity  authorizing  abandonment  of  por- 
tions of  its  line  of  railroad. 
January  25 — Chicago.  111. — Examiner  Keeler: 
I.  and  S.  1455 — Intermediate  switching  charges  at  Peorla  and  Pekin, 

111. 

January  25 — Los  Angeles,  Calif. — California  Railroad  Commission: 
Finance  Docket  1590 — Application  of  L.  A.  &  S.  L.  R.  R.  Co.  for  cer- 
tificate of  public  convenience  and  necessity. 
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THE  OPEN   FORUM 


127 
117 


t  I" 
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-Inland    Waterwars-DefriMe    of    Ih.-    ha'rge 
"ne—  Misquotation  of  rates— For  commodity   re<lnr(lons. .."" 

PERSONAL   NEWS  AND   NOTES 


QUESTIONS  AND  ANSWERS 

Legal  and  practical  question*  answered  by  experts 

NEW  COMPLAINTS 

Digests  of  petitions  filed  with  ,is.lon 
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DOCKET  OF  THE  COMMISSION 

Dates  and  places  of  hearings  and  argument* 

HARDWOOD   LUMBER   CASE   DECISION 


THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
OLORADO  BUILDING 

T.,.0nea.     Main   sMO 


CHICAGO 

4U-430  S.  MARKET  STRICT 
Telephone.   Harrison 


100%  American  Premier  Fleet 

Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  NORFOLK 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Halt*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

Plaza  8476         BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


1'hil.Hf.lphi. 
1M   gMth   Third    St. 

PltUburch 
1117    Oliver    Buildinc 

S.r.nn.h.     <;.. 
H.onn.h    Bank    and    Trail    Bldf. 

Lo»     A  net  In.    Csl. 
427     V.n     Sirs    Blrfr. 


V»w     Y.rk 

41  Broadwar 

Norfolk.     Va. 

Ill    Clllatiu    Bank   Bid*. 

Oakland.   Cal. 

Parr  Tenalnal 

Portland.    Or*. 

7*4    Title    4k    Tro.t    Bldi. 


11*1    L.    C.   Smith    Bldr  .   Beattlr,   Waih. 
4»f.    KIMr.lt    Hq.    Bld»..    Huff.lo.    N.    Y. 
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PAGE  &  JONES 

IVIOBIL.E,  AL-AQAIVIA 


™*"V  ^liSlMS^m.iS* 

s^PfewjnS5»  i 

M:M2*r  '^^zfifir- 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola   and   Gulfport  to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,   United  States  Shipping  Board  A-l   Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Columbia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER,  Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
GEO.  c.  MCLAUGHLIN,  Manager 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDWARD  KIENAPPEL 
112  West  Adams  Street 
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Wbenrto  reach  than 


Addresses  of  Southern  Pacific  Lines 
OFF-LINE  AGENCIES: 


« ATLANTA 

Healey  Building 

®  BALTIMORE 

I l.i rim. i ii  Building 

^BIRMINGHAM 

Woodward  Building 

BOS  ION 

Old  vSouth  Building 

®  CHICAGO 

Southern  Pacific  Building 

•  CINCINNATI 

Wiggins  Building 

DENVER 

Drnli. mi    Building 

DETROIT 

Majestic  Building 

• HAVANA 

106  Cuba  Street 


s  KANSAS  CITY 

Railway  Exchange  Building 

®MEMPHIS 

Exchange  Building 

®  MEXICO  CITY 

Avenue  Cinco  de  Mayo,  No.  32 

«N£W  YORK  CITY 
165  Broadway 

® OKLAHOMA  CITY 
Colcord  Building 

•^PHILADELPHIA 

1602  Chestnut  Street 

®  PITTSBURGH 

Chamber  of  Commerce  Building 

®SALT  LAKE  CITY 
Clift  Building 

® SEATTLE 

Hinckley  Building 


®ST.  LOUIS 

312-14  North 


6th  Street 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK         PHILADELPHIA         SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO         PORTLAND         SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO        PORTLAND         SEATTLE          TACOMA 


Through  Bill*  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Island*. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 

Marquette  Bldg.         Lafayette  Bldg.         Oliver  Building  Central  Bldg.         Merchants  Exchange          Railway  Exchange 

Chicago  Philadelphia  Pittsburgh  Los  Angeles  San  Francisco  Portland 


Pierce  Building 
St.  Louis 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


L.  C.  Smith  Bldg. 
Seattle 


Decided  Saving  Afforded  Shippers  of  Merchandise 
Taking  3rd,  4th  and  5th  Class  Car  Load  Rates 

under  Official  Classifications  and  Western  Class  A 

By  the  New  Features  of  /"<55Srx 

TRANS -CONTINENTAL  FREIGHT  COMPANY 

CONSOLIDATED  CARLOAD  SERVICE 


BOSTON 
NEW  YORK 
PHILADELPHIA 
CLEVELAND 
CINCINNATI 


TO  CHICAGO 

and  from  Chicago  to 
any  of  these  points 


FROM  CHICAGO 

to  any  of  the  cities 
shown  to  the  right 


ST.  LOUIS 

KANSAS  CITY 

DENVER 

LOS  ANGELES 

SAN  FRANCISCO 

SEATTLE 


Ship   Your  Freight 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 

Consolidates  of  Household  Goods,  Machinery,  Automobiles  and  Pianos  for  Domestic  Shipment,  and  everything  for  Export 

General  Offices:  Chicago,  203  South  Dearborn  St.     Eastern  Offices:  New  York,  Woolworth  Building 


Boston.  Old  South  Bldg. 
Buffalo.  Elllcott  Square 
Philadelphia,  Drexel  Bldg. 


Cincinnati,  Union  Trust  Bldg. 
Cleveland.  Hippodrome  Bldg. 
Los  Angeles,  Van  Nuys  Bldg. 

Write  the  Nearest  Office 


San  Francisco,  Monadnock  Bldg. 

Seattle,  Alaska  Bldg. 

Portland,  Oregon,  13th  and  Kearney  Sts. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO.  ILL. 

(Copynshc.  If2 1.    Fifteenth  Ytw) 
A  working  toot  for  traffic  men.  both  industrial  and  railroad,  a  national  journal  of  transportation  news:  independent  as  between  carrier  and  shipper 


Vol.  XXIX 


SATURDAY,  JANUARY  21.  1922 


No.  3 


E  F.  HAMM.  PraodoM  W.  C.  TYLER. 

HENRY  A.  PALMER.  Editor  E.  C  VAN  ARSDEL. 

H.  W.  KELLOGG.  Advwtvmc  Mimflv 
B.  J.  HAMM.  Mmpr.  A.  E.  HElS  Ch«f. 

Sacc^I  Scrwa   DvCMftn^nc.  W&^^^Eftvi 


Nnn  Bunw 


All  Bjbtcncx  on»  an  p*y*blt  in 
notiAotion  to  oonmry  a  (won. 

^l,oKtssu'h^ji5rt:s 


4t  ml  of  ponod  union 


ordor  of  THE  TRAFFIC  SERVICE  COR 
or  Mr.  York  odi>.i«k 


TERMS  OF  SUBSCRIPTION 


ONE  YEAR  .    .    . 

SIX  MONTHS     .    , 
THREE  MONTHS 
SINGLE  COPY    . 


110.00 

.       6.00 

.    J.OO 
.IS 


4IM10  South  Market  Street. 
CHICAGO.  ILL 


Colorado  Building. 
WASHINGTON.  D.  C. 


COMPETITION  BY  GOVERNMENT 
There  are  many  respects  in  which  railroad  execu- 
tives exhibit  more  or  less  cowardice  in  dealing  with 
questions  of  public  interest,  but  in  none,  perhaps,  is  this 
more  true  than  in  the  matter  of  government  competi- 
tion with  them.  The  reason  for  this  is  obvious — it 
makes  them  unpopular  or  U  likely  to  make  them  un- 
popular with  shippers  and  the  general  public,  or  at  least 
with  those  shippers  who  are  selfishly  interested  in 
riling  by  the  competition  referred  to,  and  that  part 
of  the  public  that  is  thoughtless  or  that  does  not  think 
clearly.  Perhaps  it  ought  not  to  be  left  to  the  railroads 
to  fight  the  p«>lui<-s  we  have  in  mind,  but  this  is  a  sell- 

'<!.  in  the  main,  and  usually  the  one  affo 
ely  by  governmental   policy   must  bear  the  burden 
Stacking   it.     The   railroads   are   adversely   affected 
and  they  must  make  up  their  minds  to  fight. 

For  our  own  part,  we  arc  not  interested  against 
these  policies  because  they  hurt  the  carriers — that 
we  are  not  actuated  solely  by  sympathy  for  the  carriers. 
We  are  concerned  because  of  our  interest  in  fair-deal- 
ing and  a  sensible  transportation  policy.  We  might  say 
that  we  believe  in  good  sense  for  its  own  take.  What 
justice  or  good  sense  is  to  be  found  in  a  government 
policy  that  expects  the  railroads  to  make  a  living  and 
give  adequate  service  under  private  ownership  and 
operation,  and  even  enacts  laws  under  which  rates  must 
be  made  with  a  view  to  producing  an  adequate  revenue, 
and  then  offers  material  aid  to  agencies  that  compete 
with  the  railroads  and  take  business  from  them?  Indi- 
vidual shippers  who  can  use  these  competing  agencies 
profit  thereby  and,  of  course,  may  be  expected  to  favor 
their  subsidization.  But  the  public  at  large  reaps  no 
financial  benefit.  Rather  it  pays  for  the  special  benefit 
to  the  few.  For  the  subsidy,  whatever  its  nature,  must 
be  paid  out  of  taxes.  The  government  has  no  other 
means  of  raising  the  money  with  which  to  pay. 


The  subject  is  too  big  to  be  gone  into  adequately 
here,  but  the  public — and  especially  the  shippers  who 
may  naturally,  through  selfish  interest,  be  led  into  sup- 
porting policies  that  are  not  in  the  interest  of  all  the 
people — ought  to  do  some  serious  thinking.  For  in- 
stance, there  are  the  waterways.  The  government  is 
asked  to,  and  does,  in  some  cases,  give  aid  to  boat  lines, 
in  competition  with  the  railroads.  There  may  come  a 
time  when,  like  some  of  the  more  crowded  states  of 
Europe,  we  may  need  thus  to  utilize  our  waterways. 
But  the  time  is  not  yet.  The  railroads  are  sufficient.  It 
is  perfectly  proper  that  anyone  who  cares  to  start  a 
river  boat  line  may  do  so.  The  need  for  that  kind  of 
transportation  will  be  demonstrated  by  his  ability  to 
make  money  out  of  it — provided,  of  course,  the  railroads 
be  restrained  from  unfair  competition  with  him.  But 
why  should  he  not  pay  for  the  use  of  the  waterway, 
which  is  maintained  by  the  government?  Why  should 
he  be  relieved  of  fixed  charges  of  this  sort  which  have 
to  be  met  by  his  rail  competitors? 

So  with  proposed  immunity  from  Panama  Canal 
tolls  by  American  ma-tui-c  boats.  We  are  not  con- 
cerned here  because  of  interest  in  this  or  that  section  of 
the  country  that  might  be  injured  by  such  a  policy,  or 
particularly  in  the  railroads  that  might  lose  money  from 
boat  competition.  The  polity  is  foolish — to  build  a 

d  out  of  public  funds  and  then  permit  to  use  it  free 
the  boats  that  compete  with  our  railroads,  which  have 
to  make  their  own  living. 

The  same  thing  is  true  of  highways.  They  should 
be  built  and  properly  maintained  by  the  state  out  of 
fMHlc  funds  raised  primarily  by  taxation.  But  those 
who  use  them  as  common  carriers  should  pay  for  their 
use.  Why  should  the  public,  at  its  own  expense,  lay 
the  roadway  for  motor  truck  transportation  companies 
and  give  them  the  use  of  it  free? 

As  we  have  said,  this  is  a  public  question  and, 
though  its  proper  solution  ought  not  to  depend  on  the 
railroads,  they  will  doubtless  have  to  protect  their  o%vn 
interests.  So  far,  they  have  been  weak.  Even  when 
they  venture  to  express  views  somewhat  in  accord  with 
those  we  have  expressed  above,  they  do  so,  for  the  most 
part,  with  apologies  and  explanations  that  they  are 
friendly  to  water  transportation  enterprises,  to  good 
roads,  and  so  on.  That  attitude  is  largely,  we  think, 
the  result  of  the  war.  While  it  was  going  on,  all  trans- 
portation policies  were  framed  with  a  view  to  increas- 
ing transportation  facilities  of  all  kinds  as  much  as  pos- 
sible. Some  of  those  policies  were  wise  and  some  were 
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Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  &  N.  R.  R.,  M.  &  O.  R.  R..  N.  C. 

&  St.  L.  Ry.,  via  Jackson,  Tenn.,  Southern  Ry.  via  Middleton,  Tenn.. 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany,  Miss.,  A.  &  V.-V.  S. 
£  P.  Rys.,  via  Newton.  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30 

12:30 

12:47 

3:25 

4  :20 

4:10 

6:40 

2:30 

5:30 


p. 
a.  m 
p. 
p 


Mile. 

0  Lv. 
83   Lv. 

next  day  247  Ar. 
next  day  261  Ar. 


p.  m    next  day  298  Ar. 

2nd  day  410  Ar. 

2nd  day  448  Ar. 

2nd  day   356  Ar. 
p.  m.  2nd  day  529  Ar. 


Jackson,  Tenn.       Ar.     8:00  a.  m.  2nd  day 

New  Albany, Miss.  Ar.  12:30  a.  m.  2nd  day 

Newton,     Miss.       Lv.  11 :55  a.  m. 

Meridian,    Miss.     Lv.     7:35  ».  m. 

Laurel,    Hiss.         Lv.     8 :45  a.  m. 

Mobile,     Ala.         Lv.  10:00  p.  m. 

New  Orleans,  La.  Lv.     9:40  p.  m. 

Vicksburg,   Miss.   Lv.     6:00  a.  m. 

Shreveport,  La.     Lv.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss..  Laurel,  Miss.,  and  Mobile,  Ala..  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT.  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gulfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

MR.  SHIPPER  :- 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN points  it  will  pay  you  to  investigate  the  new  NATCHEZ  ROUTE. 

Excellent  roadbed,  equipment  and  schedules,  which  are  co-ordinated 
with  those  of  connecting  lines  and  are  reliably  maintained,  enable  us  to  give 
you  the  kind  of  service  you  want. 

ROUTE  FROM  THE  WEST  VIA  SHREVEPORT,  LA.,  STAMPS 
OR  HOPE,  ARK.,  CARE  NATCHEZ  ROUTE. 

ROUTE  FROM  THE  EAST  VIA  MOBILE  OR  HATTIESBURG, 
CARE  NATCHEZ  ROUTE. 


H.  R.  Wilson, 

Traffic    Manager,    Mississippi    Central    R.    R., 
Hattiesburg,  Miss. 


B.  S.  Atkinson, 

Traffic    Manager,    Louisiana    &    Arkansas    Ry., 
Texarkana,  Ark. 


Traffic  Department  Representatives: 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.     622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma,  Okla.  Kansas  City,  Mo. 
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not.  The  trouble  was  that  railroad  men  and  others  did 
not  discriminate  between  policies  that  might  be  wise 
temporarily  and  unwise  permanently,  and  policies  that 
were  wise  because  economically  sound,  on  general  prin- 
ciples. So  railroad  men  allowed  themselves  to  be  com- 
mitted to  government  aid  of  water  lines,  for  instance. 
n  if  it  v.  then,  it  is  not  so  now. 

Julius   Kruttschnitt,  chairman  of  the  board  of  the 
Southern  Pacific,  in  his  testimony  before  the  Senate  in- 

Mte  o.mmercc  committee  in  the  Cummins  investiga- 
tion last  May,  went  into  these  matters  rather  thor- 
oughly imm  the  point  of  view  of  the  carriers,  pointing 
out  >oine  of  the  things  done  by  the  government  to  the 
hurt  of  the  railroads  by  way  of  competition.  Consider- 
able opposition  to  his  views  has  been  expressed.  But 
he  was  right.  President  Finley,  of  the  Chicago  & 

-thwestern,  in  an  extemporaneous  address  to  the  Mil- 
waukee Traffic  Club  this  week  took  much  the  same 
view.  These  two  men  may  be,  and  doubtless  are,  self- 
i-h.  but  they  show  courage  and  a  correct  economic  judg- 
ment. We  hope  they  will  be  joined  by  other  railroad 
executive?,  and  independent  thinkers  who  favor  right 
courses.  Ho\\  can  we  justify  the  benevolency  of  a  gov- 
ernment that  requires  the  railroad?-  to  make  their  own 
living  in  the  face  of  government  competition,  and  why 
government  participation,  anyhow,  in  business  that 
should  he  st-|f-Mipporting  or  cease  to  exist? 


GOOD  RAILROAD  SERVICE 
Our  ( >i*-n   Forum,  in  the  last  few  weeks,  has  con- 
tained many  letter-,  from  shippers  citing  individual  cases 
of  gCKxI  railroad  ser\:  li  letter  of  this  kind  seems 

to  call  for  others.  Knough  have  been  published  to  show, 
if  there  was  any  doubt  about  it,  that  the  railroad-  at 
not  lacking  in  efficiency  and  that  shippers  appreciate 
efficiency.  We  cannot  afford  to  continue  to  give  space, 
therefore,  to  that  kind  of  communications  and  no  more 
will  be  published  after  this  notice  ha-  had  time  to  reach 
subscribers. 


to  administer  the  law  as  it  is  and  not  to  do  missionary 
work  for  this  or  that  policy  that  may  seem  good  to  them 
or  to  those  above  them  whose  favor  they  seek.  And  in 
Mr.  Lasker's  particular  case  we  might  say  that  the  value 
of  his  opinion  will  not  be  quoted  high  in  the  market 
until  he  has  steered  the  board  of  which  he  is  chairman 
to  port.  It  behooves  him  particularly  to  pay  attention 
to  his  job. 


FREIGHT  BUREAU  INVESTIGATION 
And  now  we  are  informed  that  the  Commission,  in 
response  to  the  resolution  adopted  by  the  United  States 
Senate,  will  institute  an  inquiry  with  respect  to  the 
Transcontinental  Freight  Bureau  to  determine  whether 
the  suspicion  of  the  Senate  that  it  is  a  railroad  institu- 
tion is  well  grounded.  We  would  not  expect  the  Com- 
missio'n  to  be  quite  as  abrupt  as  we  have  been  in  deal- 
ing with  this  silly  resolution,  but  we  should  think  it 
could  at  least  inform  the  Senate,  in  some  sort  of  deco- 
rous language,  that  the  Transcontinental  Freight  Bu- 
reau is  what  everybody  who  knows  anything  about  it 
knows  it  to  lie,  without  wasting  paper  and  ink  in  any 
-ort  of  red  tape  proceedings.  And  if  it  is  really  going 
to  institute  a  formal  inquiry,  with  hearings,  it  will  make 
itself  as  ridiculous  a-  the  author  of  the  resolution  and 
the  Senate  that  adopted  it. 


LASKER.  SUBSIDY   PROPAGANDIST 
The  rebuke  administered    to  Chairman    Lasker,  of 
the    United    States    Shipping    Board,   in    Congress    this 
week   for  his  propaganda   in    favor  of   subsidy   for   the 
merchant   marine,   was   well    deserved,    not   because   his 
-•iund   (though  we  think  they  are)  but  be- 
cause it   is  improper  for  one  holding  an  administrative 
office  to  devote  his  time  to  advocating  legislative  poli- 
cies.   We  do  not  mean  that  a  man  in  Mr.  Lasker's  posi- 
titled  to  h.iv  opinions  or  to  make  them 
known  on  o,  far  from  it.     But  a  man  holding  .1 

rt.  and  especially  the  chairman  of  this 
rd.  whom-  course  has  been  so  devioi: 
i.-r    for    able    administration    is    yet    to   be 
Dished,  has  enough   to  do  to  look  after  the  job  for 
which  the  people  are  paying  him.     He  is  not  being  paid 
••nducting   lecture    tour-    for   the   education    of   the 
benighted  and  the  instigation  of  the  unpatriotic  who  do 
not  agree  with  him.     We  have  too  much  of  this  sort  of 
thing  by   men   holding  government  office.     Their  opin 
may  be  of  value  sometimes  and  may  be  called  for 
by  those  seeking  to  profit  by  them,  but  they  are  hired 


FAIRNESS  IN  CLAIM  ADJUSTMENT 
In  a  recent  issue  we  made  a  few  remarks  on  the 
value  of  traffic  clubs  as  a  means  of  getting  the  various 
branches  of  the  railroad  industry  in  friendly  touch  with 
the  industrial  people,  particularly  with  regard  to  claims 
for  loss  and  damage.  The  following  two  cases,  com- 
petently vouched  for,  arc  M  -trikingly  illustrative  of  a 
lack  of  intelligent  co-operation— the  one  in  the  extreme 
affection  of  the  railroad  for  technical  quibbles,  and  the 
other  for  the  supreme  disdain  of  the  industrial  traffic 
manager  for  fair  dealing — that  it  seems  to  us  they  are 
deserving  of  mention. 

The  first  case  covers  a  shipment  of  common  chairs 
from  Jerusalem  to  Jericho.  These  chairs  were  simply 
wrapped  and  tied  together,  two  in  a  bundle.  Then  is 
rn i  qu<  -':••:.  as  to  : [  •  fad  Che  cluun  ircvi  rcceired 
m  the  shipper  in  good  order  and  delivered  to  the  con- 
signee in  bad  order,  as  vouched  for  by  a  notation  on  the 
expense  bill.  Because  the  claimant  did  not  present  hi 
claim  within  six  months,  the  railroad  takes  the  position 
that  the  burden  of  proof  of  railroad  negligence  lie-  with 
the  shipper.  We  are  not  always  able  to  understand  the 
workings  of  the  legal  brain,  but  to  the  lay  mind  the  fact 
that  the  shipment  Was  received  in  good  order  and  deliv- 
ered in  bad  order  should  be  sufficient  proof  of  negli- 
gence. But  the  technical  mind  says  the  chairs  may  hav  • 
been  broken  because  of  some  act  or  default  of  the  ship- 
per, or  through  causes  over  which  the  carrier  had  n-> 
control.  The  former  seems  to  be  impossible,  as  tlv 
chairs  were  tendered  in  accordance  with  the  Official 
Classification  rules  and  there  were  no  earthquake-  . 
floods  or  strikes  at  the  time  the  goods  were  in  transit. 

The  second  case  is  one  for  concealed  damage  to  a 
shipment    from    Dan    to    Bcersheba.     The    goods    v. 
packed   and  the   damage   could   not  be  developed   until 
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they  were  unpacked,  but  the  consignee  failed  to  notify 
the  railroad  company  when  the  goods  were  found  to  >>c 
damaged,  and,  on  this  account,  the  claim  was  declined. 
The  claim  committee  of  the  National  Industrial  Traffic 
League,  and  the  claim  committee  of  the  American  Rail- 
way Association,  have  jointly  adopted  certain  rules  for 
the  handling  of  concealed  damage  claims,  one  of  which 
provides  that  the  consignee  must  notify  the  railroad 
company  of  such  damage  within  a  certain  number  of 
days  after  it  is  discovered  and,  failing  in  that,  no  claim 
should  be  presented  or  considered.  In  this  particular 
case  the  claim  was  declined  on  account  of  the  failure  of 
the  consignee  so  to  notify  the  railroad  company  and  the 
industrial  traffic  manager  immediately  withdrew  his 
patronage  from  the  railroad  involved.  He  is  a  member 
of  the  Traffic  League. 

Comment  seems  unnecessary.     Such  cases  are  not 
unusual,  and  they  illustrate  the  value  of  personal  contact. 


FEDERAL  HIGHWAY  MONEY 

The  Traffic  World  Washington  Bureau 

The  total  of  federal-aid  funds  for  road  building  apportioned 
among  the  various  states  up  to  the  present  time  by  the  Bureau 
of  Public  Roads,  United  States  Department  of  Agriculture,  aggre- 
gates $339,875,000,  according  to  a  tabulation  prepared  by  the  de- 
partment and  just  made  public.  Of  this  sum  $73,125,000  is  ap- 
portioned under  the  federal  highway  act,  approved  by  President 
Harding  November  9,  last,  and  $266,750,000  represents  the  total 
apportionment  under  the  old  acts. 

Under  the  .terms  of  the  new  act  the  federal  aid  money  will 
be  available  to  the  states  for  two  years  after  the  close  of  the 
fiscal  year  for  which  the  money  is  appropriated.  This  provision 
is  made  to  apply  to  the  money  appropriated  under  the  previous 
act  and  its  amendment  as  well  as  to  the  new  appropriation.  Ac- 
cordingly, the  new  appropriation  must  be  expended  by  June  30, 
1924,  and  the  time  allowed  for  the  expenditure  of  the  balance  of 
the  previous  appropriation,  which  remains  in  some  states,  is  ex- 
tended to  June  30,  1923.  The  forest  road  appropriation  is  avail- 
able until  expended. 

The  new  appropriation  is  to  be  expended  upon  a  definite, 
connected  system  of  highways  in  each  state,  of  not  to  exceed  7 
per  cent  of  the  total  mileage  of  highways  already  existing  in  the 
state.  This  system  is  to  be  divided  into  two  parts;  the  first  to 
include  the  more  important  roads,  which  are  to  be  known  as  the 
primary  or  interstate  highways;  the  second  to  include  the  sec- 
ondary or  intercounty  highways.  The  primary  roads,  it  is  pro- 
vided, shall  not  be  more  than  three-sevenths  of  the  mileage  in 
the  system.  The  second  part  will  make  up  the  balance  of  the 
system. 


AUTO  TRUCK  AID  TO  RAILROADS 

The  motor  truck  has  already  become  a  necessary  supple- 
ment to  the  railroad  and  will  undoubtedly  become  more  and 
more  important  to  them  as  times  go  on,  said  Mr.  Brosseau, 
president  of  the  International  Motor  Co.  and  secretary  of  the 
National  Automobile  Chamber  of  Commerce,  in  answer  to  the 
question,  "Is  Highway  Transportation  an  Aid  to  the  Railroads?" 
before  a  meeting  of  the  Shippers'  Conference  of  Greater  New 
York,  held  in  the  rooms  of  the  Merchants'  Association,  last 
week.  Mr.  Brousseau  outlined  the  value  of  the  motor  truck  as 
a  method  of  helping  the  railroads  get  rid  of  some  of  their  ex- 
pensive and  unremunerative  short  haul  traffic,  and  went  so  far 
as  to  predict  that  in  the  coming  business  revival  the  motor 
truck  would  be  the  means  of  saving  the  ratlroads  from  govern- 
ment ownership. 

Touching  upon  the  question  of  taxes,  the  speaker  said  that 
the  motor  truck  had  paid  its  share  and  that,  in  the  opinion  of 
men  who  were  supposed  to  be  familiar  with  the  problem,  the 
truck  ought  not  to  be  taxed  any  more  than  the  freight  car.  He 
said  in  part: 

If  you  ask  the  question,  "Did  motor  truck  transportation  over 
the  highways  help  the  railroads  during  the  busy  war  years?"  I  am 
sure  the  answer  will  be  "Yes."  Without  the  motor  truck,  transpor- 
tation would  have  been  broken  down  utterly.  Many  industries  would 
have  been  seriously  embarrassed,  and  the  country  would  have  faced 
the  possibility  pf  hunger. 

No  one  who  Is  at  all  well  Informed  regarding  traffic  conditions 
during  1917-1920  will  deny  this.  On  the  contrary,  they  will  agree 
that  the  motor  truck  was  a  great  help  to  the  railroads  during  this 
period.  It  goes  without  saying  it  served  the  public  also. 

As  you  all  know,  business  has  been  poor  for  the  last  year  and  the 
railroads  can  now  handle  all  the  traffic  that  is  offered.  We  are 
asked  if  the  railroads  are  now  helped  by  the  motor  truck.  My  answer 
is  "yes,"  for  business  is  going  to  be  good  In  the  near  future,  and 


when  it  Is  the  railroads  will  again  be  unable  to  handle  the  traffic. 
We  shall  then  have  delayed  shipments,  embargoes,  blockades,  and 
the  truck  will  again  save  the  situation  for  the  railroads  and  for  the 
public.  It  may  also  save  the  railroads  from  the  fate  they  so  nar- 
rowly escaped  during  the  last  traffic  jam — permanent  government 

If  the  motor  truck  is  eliminated  now  and  is  not  available  when 
the  next  boom  is  upon  us,  the  railroads  will  fall  down  so  hard  that 
government  ownership  advocates  will  have  an  excellent  argument  to 
prove  that  the  government  should  take  over  the  railroads.  If  i 
saves  us  from  government  ownership  of  the  railroads,  the  motor  truck 
will  again  have  justified  Itself. 

I  do  not  know  the  exact  proportion  of  the  existing  terminal 
facilities  needed  to  handle  1.  c.  1.  package  freight  moving-  less  than 
50  miles,  but  we  are  all  sure  that  it  is  a  very  considerable  part  of 
the  whole.  It  may  be  one-half,  or  one-quarter,  but  whatever  it  is. 
it  should  not  be  devoted  to  the  handling  of  the  non-profitable  1.  c.  1. 
package  freight  that  can  best  be  moved  by  motor  trucks.  And  again, 
if  the  railroads  were  relieved  of  this  non-profltable  1.  c.  1.  package 
freight,  the  terminals  would  then  be  ample  to  handle  the  long  dis- 
tance freight.  The  railroads  would  not  need  $1,000,000,000  a  year 
for  additional  terminal  facilities  and  would  have  enough  equipment 
to  move  all  long  distance  freight,  even  during  boom  times.  That  is 
the  answer  to  the  question,  "Is  highway  transport  an  aid  to  the 
railroads?" 

There  is  some  question  as  to  whether  or  not  motor  trucks,  recog- 
nizing their  fundamental  necessity  in  our  economic  structure  as  an 
aid  to  the  railroads,  are  paying  their  just  proportion  of  highway  con- 
struction and  maintenance. 

Senator  Charles  E.  Townsend,  Chairman  of  the  Senate  Com- 
mittee on  post  offices  and  post  roads,  recently  declared  on  the  floor 
of  the  Senate  that  "there  is  no  more  reason  why  trucks  should  be 
taxed  than  freight  cars  separately,  because  they  are  engaged  -in  a 
business  which  is  of  the  utmost  importance.  Trucks  are  in  almost 
daily  use.  They  are  taking  their  place  everywhere,  and  I  think  their 
use  ought  to  be  encouraged. 

"Automobiles  and  automobile  trucks  pay,  perhaps,  a  heavier  tax 
than  is  paid  by  the  various  implements  used  by  the  people.  They 
are  practically  supporting  the  roads;  they  are  maintaining  the  roads 
and  in  some  states  they  are  building  the  roads  by  the  taxes  that  are 
put  upon  them." 

The  operators  of  motor  vehicles  are  willing  to  meet  the  cost  of 
road  maintennance  and  are  doing  so,  as  Senator  Townsend's  state- 
ment just  showed,  and  is  substantiated  by  revenue  analysis.  In  1920 
the  motor  vehicle  fees  amounted  to  $102,546,212,  of  which  only 
$59.414,039  was  spent  for  maintenance  of  highways  under  the  super- 
vision of  state  highway  departments.  In  1920  motor  vehicles  paid 
in  federal  taxes  alone  $148.720,800.  President  Harding  in  his  first 
message  to  Congress,  said  "The  highways  are  not  only  feeders  to  the 
railroads,  and  afford  relief  from  their  local  burdens,  they  are  actually 
lines  of  motor  traffic  in  interstate  commerce.  The  motor  car  has 
become  an  indispensable  instrument  in  our  political,  social  and 
industrial  life." 

The  investment  of  the  people  in  good  roads  is  essentially,  there- 
fore, a  declaration  of  faith  and  vision  in  the  prosperity  and  com- 
mercial prestige  of  our  country.  It  was  with  the  same  foresight  that 
the  people,  through  the  Government  at  Washington  upon  learning 
of  the  future  inauguration  of  ocean  liners  of  the  type  of  the  Olympic, 
the  Titanic  and  the  Majestic,  saw  to  it  that  Ambrose  Channel  was 
deepened  in  order  that  these  giant  vessels  might  ply  between  New 
York  and  the  continent  of  Europe.  The  channel  was  deepened,  not 
only  for  these  liners,  but  for  the  good  of  the  nation's  commerce  in 
general.  -In  just  the  same  way  good  roads  are  built  on  land. 


EXTENSION  REFUSED 

The  Traffic  World  Washington  Bureau 

Th'e  Commission  has  denied  an  application  of  the  Wichita 
Northwestern  Railway  Co.  for  authority  to  extend  its  line  14 
miles  from  a  point  near  Vaughn  to  LaCrosse,  Kans.,  because 
public  convenience  and  necessity  was  not  shown  to  require  the 
extension.  The  only  towns  that  would  be  served  by  the  pro- 
posed extension  are  Rush  Center,  population  200,  and  LaCrosse, 
population  606,  the  Commission  said.  Vaughn  is  merely  a  track 
end. 

"Apart  from  local  traffic,"  the  Commission  said,  "the  chief 
utility  claimed  for  the  extension  is  that  it  would  shorten  the 
present  traveled  distance  from  points  to  the  west  reached  by 
the  Missouri  Pacific  railroad  from  LaCrosse.  Applicant  claims 
that  its  line,  as  proposed  to  be  extended,  would  shorten  the  dis- 
tances between  LaCrosse  and  certain  points  in  southern  Kansas 
from  41.7  miles  to  254.1  miles,  as  compared  with  routes  wholly 
over  the  Missouri  Pacific  railroad.  The  distances  saved  between 
the  same  points,  as  compared  with  the  shortest  existing  rail 
routes,  via  the  Missouri  Pacific  railroad  and  the  Atchison,  To- 
peka  &  Santa  Fe  railway,  would  range  from  19.6  miles  to  30 
miles.  Applicant  asserts  that  the  proposed  extension  would 
open  up  an  outlet  for  the  movement  of  grain  from  LaCrosse 
and  Rush  Center  to  the  gulf  ports  for  export.  However,  is  ap- 
pears that  the  distance  from  LaCrosse  to  the  gulf  ports  by  ex- 
isting lines  is  less  than  5  miles  longer  than  any  combination  of 
routes  that  would  include  this  extension.  If  shipments  moved 
to 'the  gulf  ports  over  this  extension  and  applicant's  existing 
line,  via  Pratt,  the  distance  would  be  31  miles  longer  than  by 
existing  routes.  No  saving  in  distance  would  be  effected  from 
Rush  Center. 

"The  territory  tributary  to  the  proposed  extension  is  stated 
to  be  78  per  cent  cultivated,  21.5  per  cent  pasture  and  5  per  cent 
timber.  It  thus  appears  that  its  development  has  not  been  re- 
tarded by  the  lack  of  transportation  facilities  and  there  is  noth- 
ing to  show  that  it  would  be  increased  by  the  construction  of 
this  extension." 


B.  &  N.  W.  BONDS 

The  Birmingham  &  Northwestern  Railway  Co.,  has  applied 
to  the  Commission  for  authority  to  issue  $800,000  of  first  mort- 
gage 4  per  cent  refunding  bonds  to  refund  outstanding  bonds. 
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Potter  on  the  Railroad  Situation.— A  view  of  railroad  rates, 
economic  conditions,  demands  of  the  railroad  labor  organiza- 
tions, aad  the  frailly  of  the  law  that  given  the  Labor  Board 
control  over  the  chief  item  of  railroad  operating  costs,  has  been 
expressed  by  Commissioner  Potter  in  a  letter  to  Philip  S.  Tuley. 
president  of  the  Kentucky  Manufacturers'  Association.  "There 
Is  no  question  in  my  mind  but  that  freight  rates  are  too  high," 
said  Mr.  Potter.  "The  increases  in  recent  years  are  funda- 
mentally abnormal  and  unsound.  They  must  be  eliminated 
before  the  country  can  go  back  to  normal  and  continue  its 
onward  movement.  Unfortunately  there  does  not  appear  to  be 
any  possibility  of  a  proper  reduction  In  the  near  future.  I  do 
not  see  how  the  reduction  which  the  welfare  of  the  country  so 
urgently  demands  can  be  accomplished  until  operating  costs  are 
reduced.  To  a  considerable  extent  the  railroads  are  In  no  posi- 
tion to  control  their  costs.  The  right  and  power  to  deal  with  labor 
which  Is  the  most  Important  element  of  operating  costs  haa 
been  taken  away  from  the  carriers.  The  Congress  ha*  deter- 
mined that  wage  questions  shall  not  be  handled  In  the  manner 
that  they  are  handled  in  ordinary  industrial  enterprises.  The 
hands  of  the  carriers  have  been  tied  by  the  law  which  prescribes 
the  manner  In  which  the  railway  wage  adjustments  and  deter- 
minations shall  be  brought  about.  The  jurisdiction  has  been 
taken  over  by  the  Railroad  Labor  Board,  a  governmental  agency. 
Unless  and  until  that  board  acts,  the  carriers  are  going  to  be 
helplesc  and  can  not  be  blamed  for  not  making  those  rate 
reductions  which  a  wage  reduction  would  permit.  With  a  scale 
of  wages  paid  to  railway  employes  universally  known  and  rec- 
ognized to  be  higher  than  the  scale  which  obtains  In  other  Indus- 
tries, with  costs  of  living  substantially  reduced,  there  seems  to  be 
no  prospect  of  getting  the  problem  of  wage  adjustment  before 
the  Labor  Board  for  determination  for  several  months  to  come. 
If  the  carriers  are  not  to  be  allowed  to  handle  their  own  labor 
problems — If  the  law  of  supply  and  demand  Is  not  to  apply  to 
railroads  as  It  applies  to  other  Industrie*— the  shipping  public, 
it  seems  to  me.  moat  pay  the  price  for  the  system  which  their 
representatives  have  established  by  the  controlling  law,  and  be 
patient  until  the  government  agency  which  has  power  sees  fit 
to  exercise  It. 

"1  am  perfectly  clear  on  one  question,  and  that  Is  that  the 
railroads  of  the  country  «d»t  and  should  be  run  for  the  people 
as  a  whole  and  not  for  the  employees.  The  people  as  a  whole 
have  the  right  to  have  the  railways  run  on  a  scale  of  wage* 
which  will  permit  a  scale  of  rates  which  Industry  can  afford 
to  pay,  provided  men  can  be  found  to  run  the  roads  upon  that 
basis.  Rates  which  the  shipping  public  can  afford  to  pay 
should  be  made  the  basis  of  determination  of  wage  scales  and 
preferential  wage  determination  should  not  determine  rates). 
The  Interests  of  the  100.000.000  people  are  supreme  and  should 
not  give  way  to  the  demands  of  the  2.000.000  merely  because 
those  demands  are  backed  by  threats  of  distress  to  the  nation 
If  they  are  not  acceded  to.  Just  now  the  thought  in  some  high 
places  seem*  to  be  that  what  to  a  proper  wage  Is  the  first  question 
to  consider  and  that  rates  are  a  secondary  consideration.  The 
first  thing  to  do  to  to  bring  about  a  sound  fundamental  basis  on 
which  to  consider  these  question*.  In  my  Judgment.  It  1*  the 
province  of  the  Interstate  Commerce  Commission  to  determine 
what  rate*  Industry  can  stand  and  that  determination  should  be 
accepted  as  a  basic  factor  In  determining  what  wages  the  rail- 
roads can  afford  to  pay.  The  thought  of  the  Railroad  Labor 
Board  apparently  Is  that  the  basic  question  is  as  to  what  wage* 
should  be  paid  and  that  this  Commission  must  accept  that  deter- 
mination as  a  basis  for  fixing  rates.  I  do  not  venture  an  opinion 
a*  to  whether  the  Labor  Board  should  be  abolished  and  I  am 
sure  this  Commission  does  not  want  any  more  burdens  thrown 
on  It,  because  It  now  has  more  than  It  can  do.  I  do  say.  how- 

r.  that  the  present  system  by  which  the  Labor  Board  and 
our  Commission  operate  Independently  upon  the  same  subject 
matter  has  caused  and  Is  sustaining  a  hybrid  system  of  regula- 
tion* barren  of  satisfactory  results. 

What  I  have  said  above  Is  said  by  one  who  Is  friendly  to 
labor  and  a  believer  In  the  principles  of  labor  organizations, 
would  be  the  last  to  contend  that  In  the  past  labor  has  had  Its 
fair  share  of  what  the  public  pays  for  the  products  of  the  Joint 
activities  of  capital  and  labor.  I  want  to  Me  a  gradual  Improve- 
ment of  tho  status  and  condition  of  employes  to  all  Industries. 

"It  should  be  borne  In  mind.  too.  that  the  principles  of  labor 
organizations  are  Justified  In  so  far  a*  they  advance  and  protect 
the  interests  of  labor  generally,  and  deal  fairly  with  all  classei 
of  labor.     No  particular  class  of  employees  has  the  right  In  t 
name  of  labor  to  use  labor  organizations  for  the  benefit  of  1 
few,    and   against    labor   generally,   by   demanding   high    wages 
for  the  few.  which  repress  Industry  generally  and  throw  many 
more  million*  of  laborers  out  of  employment.    The  position  re- 


cently taken  by  certain  classes  of  employees  has  injured  em- 
ployees generally  more  than  anything  else.  A  few  are  insisting 
upon  profiting  at  the  expense  of  the  many.  This,  it  seems  to 
me,  is  a  prostitution  and  a  misapplication  of  the  principles  of 
labor  organization.  Just  how  long  labor  generally  and  the  pub- 
lic are  going  to  stand  for  this  is  an  interesting  question.  One  of 
the  troubles  that  I  see  is  due  to  the  fact  that  labor  has  been  led 
or  misled  into  taking  arbitrary  positions  without  consideration 
or  regard  for  the  interests  of  others  who  are  involved.  Neither* 
owners  nor  employees  have  the  right  to  be  arbitrary.  The  Rail- 
road Labor  Board  was  created  as  a  protection  to  employees, 
employers,  and  the  public.  It  is  the  tribunal  which  the  law  has 
created  to  guard  them  all.  When  labor  leaders  refuse  to  utilize 
that  tribunal  and  threaten  nation-wide  strikes  and  national  dis- 
tress if  they  are  required  to  follow  the  procedure  which  the  law 
provides,  I  am  suspicious  of  their  confidences  in  the  merit  of 
their  claim." 

A  Gentlemanly  Proceeding.— There  is  little  "pep"  In  the 
Commission's  Inquiry  Into  the  freight  rate  situation — for  those 
who  think  things  are  not  going  right  unless  the  railroads  and 
'heir  customers  are  engaged  in  throwing  mud  at  each  other. 
Nearly  everything  is  in  good  nature.  The  railroad  presidents 
have  been  able  to  say  "Mister"  Soandso,  meaning  an  attorney 
for  a  shipper,  without  the  ironical  emphasis  that  once  charac- 
terized ^helr  speech.  Glenn  E.  Plumb  and  one  or  two  others 
have  not  been  able  always  to  keep  out  of  their  questions  the 
Implication  that  such  and  the  railroad  are  being  operated  by 
a  covey  of  crooks,  but  even  they  are  not  as  hostile  as  formerly. 
This  era  of  good  feeling  probably  is  due,  as  an  attorney  for  ship- 
pers suggested,  to  a  realization  that  railroads  and  industry  are 
in  the  same  boat,  and  that  that  boat  Is  leaky  because  of  the 
strain  put  on  it  during  the  war.  The  war  speeded  up  the  indus- 
tries to  such  an  extent  that  their  capacity  is  now  much  greater 
than  the  world.  In  the  topsy  turvey  condition  of  Its  finances, 
can  consume.  The  mouths  to  eat  the  food  and  the  back  to 
wear  the  clothing  are  in  existence,  but  the  means  for  getting 
the  goods,  the  back*  and  the  mouths  Into  juxtaposition,  the 
philosophers  and  other  wise  men  say.  are  not  adequate.  The 
most  dull  man  with  the  hoe.  It  is  suspected,  has  a  fair  glim- 
mering of  the  fact,  and  in  that  respect  he  is  the  mental  equal  of 
tho*e  who  mouth  the  truism.  At  any  rate,  the  misery  that  loves 
company  is  found  on  both  sides  of  the  J*ne  In  this  latest  case — 
hence  the  general  feeling  that  It  Is  not  in  good  form  for  the 
shipper*  to  Intimate  that  the  carriers  are  hiding  something  and 
are  really  better  off  than  they  are  pretending  to  be.  The  only 
things  the  shippers  have  thus  far  indicated  as  being  their 
desires,  are  that  the  railroads  realize  the  strait*  Into  which  they 
have  been  reduced  and  admit  that  there  may  be  instances  In 
which  it  would  be  good  for  both  if  transportation  charges  could 
be  brought  down. 

Cost  of  Government  Operation.— According  to  figures  sub- 
mitted to  the  Commission  by  George  M.  Shrlver,  the  government 
Is  obligated  to  pay  the  railroads  something  over  $1,502,000,000 
more  than  they  earned  for  It  His  figures  are  In  substantial 
agreement  with  figure*  submitted  by  the  Railroad  Administra- 
tion. Nevertheless  when  he  read  them  Into  the  record,  they 
excited  the  Interest  of  all  in  the  hearing  room.  The  manifesta- 
tion* of  Interest  In  the  figures  showing  the  cost,  over  and  above 
the  Increased  sums  the  shippers  paid  under  the  in- 
creased rates  put  into  operation  in  June,  1918,  were  not  less 
than  while  federal  control  was  in  existence.  It  is  an  interest, 
a  traffic  vice  president  suggested,  such  as  much  of  humanity 
t&Mr*  In  the  horrors  of  the  Rue  Morgue — a  morbid  liking  for 

details  of  a  thing  that,  perhaps,  should  be  forgotten.  Most 
of  those  who  have  to  do  with  the  making  and  regulating  of 
rate*  seem  to  believe  that  President  Wilson  committed  an 
error  when  he  took  the  railroad*  under  the  control  of  the  gov- 
ernment. That  may  be  why  figures  such  a*  Shrlver  complied 
appear  to  be  "good  stuff"  to  them.  But  that  there  is  a  con- 
siderable number  of  persons  who  believe  government  control 
was  the  only  thing  that  prevented  paralysis  In  transportation  In 
the  United  States,  cannot  be  denied  or  ignored.  To  them  a  bill 
of  $1.600,000.000,  In  addition  to  the  increased  freight  bills  paid 
a*  a  result  of  General  Order  No.  28,  Is  not  the  thing  of  horror 
that  It  seems  to  most  of  the  men  attending  the  rate  Inquiry.  But 
there  Is  one  thing  on  which  those  who  criticise  President  Wilson 
will  agree.  That  is  that  Director-General  McAdoo  made  a  woe- 
ful underestimate  of  what  the  bill  for  what  he  had  ordered  would 
be.  In  1918  the  bill  for  extras  called  for  only  $255,000,000  to  be 
paid  to  class  I  roads.  That  next  year  It  wa*  something  more 
than  $448.000,000,  and  the  last  eight  months— two  of  control  and 
six  of  guaranty— nearly  $820.000,000.  Possibly  it  would  have 
cost  more  than  that  to  have  left  the  railroad*  In  the  hands  of 
their  owners,  but  a  majority  of  those  attending  the  hearing  do 
not  appear  to  have  any  such  Idea. 

The  Return  of  Hall  and  Aitchlson. — Commissioners  Hall  and 
Aitcblson  were  applauded  when  they  came  Into  the  hearing  room 
January  17.  Their  return  to  the  room  indicated  to  those  who 
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bad  not  carefully  read  the  morning  papers  of  that  day  the 
Senate  had  confirmed  their  nominations,  sent  to  It  before  the 
holidays  and  held  up  by  the  objections  of  southern  senators. 
Failure  of  confirmation,  nominally,  had  kept  them  out  of  the 
case  for  six  days.  As  a  matter  of  fact,  they  had  kept  in  close 
touch  with  the  case  all  the  time  they  were  out  of  office.  As 
special  assistants  to  the  Commission  they  had  been  assigned 
to  carry  on  the  work  they  had  been  performing  when  they  were 
^commissioners.  The  failure  of  Senators  Overman  and  Trammell 
*to  continue  their  opposition  was  ascribed,  first,  to  the  failure 
of  Senator  Trammell  to  make  even  a  prima  facie  showing  that 
his  insinuations  against  Aitchison  had  the  slightest  foundation 
in  fact,  and  second,  to  intimations  from  the  White  House  that  if 
the  southern  senators  desired  the  appointment  of  a  man  from 
I  he  southeast,  they  would  have  to  indicate  which  of  the  existing 
minority  party  members  was  to  be  sacrificed  to  their  desire  for 
further  representation  than  that  given  by  the  fact  that  Com- 
missioner McChord  is  from  Kentucky.  Inasmuch  as  the  south 
is  Democratic,  it  is  generally  believed  that  President  Harding 
will  insist  that  the  Democratic  senators  from  that  part  of  the 
country  agree  which  Democrat  now  on  the  Commission  shall 
be  thrown  off  for  the  appointment  of  some  other  Democrat. 
Southern  Republicans  have  suggested  that  the  President  might 
appoint  one  of  their  number,  but  the  suggestion  has  never 
evoked  great  cheers.  Appointments  to  the  bench  of  the  Commis- 
sion, it  has  been  suggested,  are  political  plums  to  be  used  for  the 
strengthening  of  the  party,  in  states  where  there  is  probability 
of  electing  Republicans,  either  to  the  House  or  the  Senate. 
Southern  Republicans  *  have  always  been  hopeful,  but  except 
when  there  are  great  political  upheavals  such  as  there  were  in 
1896  and  1920,  they  have  never  been  able,  since  reconstruction 
days,  to  elect  men  to  the  House  of  Representatives.  They  like  to 
think  of  several  southern  states  as  debatable  ground,  but  hard- 
boiled  politicians  do  not  agree. — A.  E.  H. 


REGIONAL  LABOR  CONFERENCES 

The  Traffic   World   Washington  Bureau 

As  the  result  of  a  conference  held  January  16  by  railroad 
executives  and  "Big  Four"  brotherhood  leaders,  under  the  super- 
vision of  Secretary  Hoover,  the  railroad  executives  will  meet 
in  Chicago,  January  21,  to  discuss  the  re-establishment  of  re- 
gional conferences.  The  conference  was  the  second  held  at  the 
suggestion  of  Hoover.  After  adjournment  of  the  meeting  Hoover 
issued  the  following  formal  statement: 

"The  meeting  today  was  purely  informal.  There  were  pres- 
ent some  of  the  railroad  executives  and  representatives  of  the 
railway  train  and  engine  men.  It  was  decided  to  submit  to 
the  railway  companies  and  to  the  train  and  engine  service  or- 
ganizations a  proposal  that  pre-war  regional  conferences  should 
be  convened  to  consider  an  endeavor  to  adjust  all  questions 
between  the  railways  and.  the  four  brotherhoods.  Such  con- 
ferences are  to  take  place  as  near  February  10  as  practicable. 
This  procedure  is  in  full  accord  with  section  301  of  the  trans- 
portation act" 

"Neither  wages  nor  rules  were  discussed  at  today's  meet- 
ing," said  Secretary  Hoover.  "The  sole  discussion  was  upon 
the  practicability  of  re-establishing  the  conferences,  thereby  to 
facilitate  the  work  of  the  Labor  Board  and,  above  all,  to  create 
a  spirit  of  working  good-will  by  adjustment,  instead  of  litigation. 
A  meeting  of  railway  executives  has  been  called  for  January 
21,  at  Chicago." 

Section  301  of  the  transportation  act,  to  which  Secretary 
Hoover  referred,  provides  that  it  shall  be  the  duty  of  all  carriers 
and  their  officers,  employees  and  agents  to  exert  every  reason- 
able effort  and  adopt  every  available  means  to  avoid  any  inter- 
ruption to  the  operation  of  any  carrier  growing  out  of  any  dispute 
between  the  carrier  and  employees  or  subordinate  officials 
thereof.  All  such  disputes,  it  is  provided,  shall  be  considered 
and,  if  possible,  decided  in  conference  between  representatives 
designated  and  authorized  so  to  confer  by  the  carriers,  or  the 
employees  or  subordinate  officials  thereof,  directly  interested 
in  the  dispute.  In  case  of  disagreement,  provision  is  then  made 
for  reference  to  the  Labor  Board. 

Walker  D.  Hines,  former  Director-General  of  Railroads,  who 
had  a  part  in  the  framing  of  the  labor  provisions  of  the  trans- 
portation act,  while  in  Washington  on  the  day  following  the 
conference  between  the  executives  and  the  brotherhood  leaders, 
said  it  was  the  hope  that  many  of  the  disputes  between  the 
employees  and  the  companies  would  be  adjusted  without  resort 
to  the  Labor  Board,  and  that  eventually  that  must  be  the  course 
followed  or  the  board  would  have  more  to  do  than  it  possibly 
could  accomplish. 

When  the  wage  issue  became  acute  following  the  termina- 
tion of  federal  control,  the  railroad  executives  and  the  brother- 
hood leaders  held  a  conference,  but  no  agreement  was  reached, 
and  the  dispute  was  then  taken  before  the  Labor  Board,  with 
the  result  that  the  board  made  its  order  increasing  wages 
rectroactive  to  May  1,  1920.  Since  then  the  Labor  Board  has 
been  deluged  with  cases. 

The  Harding  administration,  through  Secretary  Hoover,  is 
endeavoring  to  get  the  railroad  managements  and  the  brother- 


hood leaders  to  the  point  where  they  will  "sit  around  the  table" 
and  come  to  an  agreement  and  thus  eliminate  appeals  to  the 
Labor  Board  as  far  as  possible.  President  Harding  is  a  firm 
believer  in  the  theory  that  men  can  get  together  on  a  proposition 
if  they  will  sit  down  around  the  table.  That  is  his  theory  with 
regard  to  international  affairs  and  the  same  view  is  held  by  the 
administration  with  regard  to  industrial  disputes. 

The  executives  present  at  the  conference  included  Daniel 
Willard,  president  of  the  B.  &  O.;  A.  H.  Smith,  president  of  the 
New  York  Central;  J.  H.  Hustis,  president  of  the  Boston  & 
Maine;  Hale  Holden,  president  of  the  Burlington;  C.  H.  Mark- 
ham,  president  of  the  Illinois  Central;  Carl  Gray,  president  of 
the  Union  Pacific;  W.  W.  Atterbury,  of  the  Pennsylvania;  F.  D. 
Underwood,  president  of  the  Erie;  W.  L.  Mapother,  president 
of  the  L.  &  N.;  B.  F.  Bush,  president  of  the  Missouri  Pacific; 
and  W.  J.  Harahan,  president  of  the  C.  &  O.  The  brotherhood 
leaders  present  were  Warren  S.  Stone,  W.  G.  Lee,  L.  E.  Shep- 
herd and  Timothy  Shea. 

If  the  proposal  to  establish  regional  conferences,  that  is, 
conferences  in  the  Eastern,  Western  and  Southern  districts,  is 
approved,'  it  will  be  a  step  in  the  direction  of  decentralizing,  to 
a  certain  extent,  the  handling  of  railroad  labor  disputes. 


WAGE  STATISTICS 

The  third  monthly  report  of  the  Commission  on  wage  sta- 
tistics, issued  by  the  Bureau  of  Statistics,  shows  that  there  were 
1,718,330  employes  on  the  Class  1  railroads  in  September  and 
that  their  total  compensation  for  that  month  was  $223,972,822. 
In  August  the  employes  totaled  1,679,927  and  their  total  com- 
pensation was  $227,745,895. 

"The  summary  of  wage  statistics  for  the  month  of  Septem- 
ber, 1921,  compared  with  August,  shows  an  increase  of  38,403 
in  the  number  of  employes  as  of  the  middle  of  the  month,"  the 
bureau  said,  "while  their  total  earnings  decreased  $3,773,073. 
This  decrease  in  earnings  is  due  to  the  fact  that  there  were  27 
working  days  in  August  while  there  were  only  25  in  Septem- 
ber." 

The  report  shows  there  has  been  a  steady  increase  in  the 
number  of  employes  since  July,  when  the  first  report  was  made, 
the  total  for  that  month  having  been  1,634,872  with  compensa- 
tion of  $214,339,385. 


BOARD  WORKS   ON   RULES 

Rules  for  general  application  among  the  clerks,  on  such  lines 
as  have  been  unable  to  reach  individual  settlements  will  be  pro- 
mulgated January  23,  according  to  an  announcement  made  by  the 
Labor  Board.  The  rules,  on  which  the  board  has  been  working 
since  the  holidays,  are  a  revision  of  the  national  agreement  en- 
tered into  during  federal  control  by  the  Director-General  and 
Brotherhood  of  Railway  and  Steamship  Clerks,  Freight  Handlers, 
Express  and  Station  Employes. 

Work  has  already  begun  on  the  new  rules  for  signalmen. 
These  are  expected  to  be  ready  within  a  few  weeks  after  the 
clerks'  rules  are  made  public,  according  to  the  board's  statement. 


BOARD  CITES  SHORT  LINE 

The  Interstate  Railroad  Company,  a  short  line  operating  in 
southwestern  Virginia,  has  been  cited  to  appear  before  the  Labor 
Board,  February  6,  to  give  cause  why  it  should  not  be  found  in 
violation  of  the  board's  decision  No.  528.  The  board  ordered  the 
carrier,  in  that  decision,  to  reinstate  in  its  employment  two  train 
service  employes  who,  it  was  alleged  by  the  firemen's  and 
trainmen's  brotherhoods,  had  been  discharged  for  furnishing 
information  as  to  rates  of  pay  to  the  brotherhoods'  general  of- 
fices. The  information,  it  was  contended,  had  been  requested 
by  the  Labor  Board.  It  is  now  charged  by  the  brotherhoods  that 
the  railroad  has  refused  to  comply  with  the  board's  order  that 
it  reinstate  these  men,  and  the  next  step  will  be  the  inquiry  on 
February  6. 


LABOR    BOARD-PENNSY  ARGUMENT  AGAIN    POSTPONED 

Owing  to  the  illness  of  Judge  Landis,  argument  on  the  Labor 
Board's  motion  to  dismiss  the  plea  of  the  Pennsylvania,  to  make 
permanent  the  temporary  injunction  preventing  the  board  from 
finding  that  carrier  in  violation  of  the  board's  order,  was  post- 
poned from  January  18  until  January  20. 

On  January  20  Judge  Landis  -was  still  sick  and  the  argument 
was  again  postponed  until  February  7. 


PAYMENTS  TO  CARRIERS 

The  Commission  has  issued  a  certificate  in  which  it  makes  a 
finding  that  $1,693,771.26  is  the  amount  necessary  to  make  good 
the  guaranty  for  the  six  months  following  federal  control  to  the 
Buffalo,  Rochester  &  Pittsburgh;  that  $1,532,500  thereof  has 
been  paid  and  that  $161,271.26  is  still  due.  The  certificate  was 
issued  to  the  Secretary  of  the  Treasury. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $4,150.90  will  make  good  the  guaranty  to  the  Ursina 
&  North  Fork  Railway  Company. 
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Decisions  of  Interstate  Commerce  Commission 


ILLINOIS  INTRASTATE    RATES 

In  a  supplemental  report  in  No.  11703.  In  the  matter  of 
intraslate  rates  within  the  state  of  Illinois,  the  Commission 
holds  that  Intrastate  freight  rates  and  milk  and  cream  rates 
maintained  by  the  Bloomlngton,  Decatur  ft  Champaign,  Dan- 
ville,' I'rbana  ft  Champaign.  Illinois  Central  Traction,  St.  Louis 
Electrical  Terminal,  St.  Louis,  Springfield  ft  Peorla,  Chicago, 
Ottawa  &  Peoria.  East  St.  Louis.  Columbia  &  Waterloo,  South- 
ern Illinois  Railway  ft  Power  Company,  St.  Louis  &  Belleville 
Electric.  East  St.  Louis  A  Suburban,  East  St.  Louis  Connecting 
Manufacturers  Junction,  Pullman,  and  the  Chicago  &  Calumet, 
discriminate  against  interstate  commerce  and  that  rates  should 
be  Increased  In  amounts  corresponding  to  the  increases  on  In- 
terstate traffic  undi  r  Kx  I'arte  74.  The  order  la  effective  Feb- 
ruary 25. 

The  report  is  In  mimeograph  form,  without  page  or 
opinion  number*.  The  proceeding  involved  the  propriety  of 
intraslate  rates  and  charges  of  various  electric  and  short-line 
steam  carriers  in  Illinois  which  were  not  Included  In  the  orders 
heretofore  entered  in  the  Illinois  case.  The  report,  written  by 
Chairman  Mr-Chord,  dealt  only  with  the  Intraatate  rates  and 
charges  for  freight  services,  including  the  transportation  of 
milk  and  cream.  Passenger  fares  will  be  dealt  with  in  a  sub- 
sequent report.  Chairman  Mr-Chord  said. 

Prior  to  August  26,  1920,  the  Commission  said,  and  for  a 
considerable  period  thereafter.  th>-  rates  and  charges  of  the 
lines  composing  the  Illinois  Traction  System  were  generally 
the  same  as  those  of  the  steam  railroads.  The  same  Is  true 
now  with  respect  to  Interstate  rates,  it  said,  but  as  to  intrastate 
rates  the  parity  has  been  disrupted  as  the  result  of  the  steam 
carriers  Increasing  tb«lr  rates  to  the  Interstate  basis  pursuant 

fie  previous  order  In  «>  I.  c.  c.  92.  The  Commission  said 
that  although  St.  Ix>uls,  Mo.,  was  the  only  interstate  point 
reached  directly  by  these  carriers,  they  participate  In  Joint 
through  rates  to  such  points  as  Hannibal,  Mo.,  and  Qulncy,  111., 
and  also  to  Davenport,  la..  Rock  Island  and  Mollne,  111..  Gary, 
In.!  .  and  Chicago.  III. 

I'nder  the  present  adjustment,"  Chairman  McChord  said. 
"Joint  rates  of  the  Illinois  Traction  System  line*  In  connection 
with  the  steam  roads  are  lower  in  many  instances  than  the 

<  maintained  by  the  steam  roads  for  a  one-line  haul  from 
and  to  the  same  points.  The  first  class  rate  between  Chicago 
and  East  St.  Louis  Is  88  cents  over  the  steam  roads,  while  the 
first  class  rate  between  the  same  points  in  connection  with  the 
Illinois  Traction  lines  is  M  cents.  Similar  differences  are  found 
In  the  commodity  rates.  The  rate  on  coal  from  Danville.  111.. 
to  Chicago  over  the  single  line  of  the  Chicago  ft  Eastern  Illinois 
Is  $1  72.  The  rate  from  mine*  on  the  Illinois  Traction  System 
In  the  Danville  district  to  Chicago  over  the  two-line  route  in 
connection  with  the  Chicago  ft  Eastern  Illinois  1*  $1.565 

"There  are  a  number  of  coal  mines  on  the  Illinois  Traction 
lines  which  are  served  by  steam  roads  named  In  our  previous 
•  rs  In  this  proceeding.     For  example,  at  \V<>n!>>n.  111.,  there 
la  a  mine  In  group  2.  or  the  Inner  group,  served  by  the  Illinois 
lin«-i    and    also    by    the    Wabash.     The    rate   over    the 
Wabaflh  to  C.ranite  City  and   East   St.   I/>ul».   111.  Is  $1.01  r>.  and 
the  rate  over  the  Illinois  Traction  lines  from  and  to  the  .- 
points  Is  96.5  cents.    These  rates  formerly  were  on  the  same 
basis. 

"Where  switching  or  other  charges  are  absorbed  by  the 
Illinois  Traction  lines,  the  amount  of  absorption  has  been  in- 
creased 40  per  cent,  while  the  through  rates  have  been  Increased 
only  35  per  cent.  These  Illustrations  are  typical  of  various  situa- 
tions resulting  from  the  different  Increases  applied  to  Intrastate 
and  Interstate  traffic  and  because  of  the  omission  of  the  Illinois 
Traction  lines  from  our  previous  orders  in  this  proceeding." 

Similar  Illustrations  were  set  forth  as  to  the  other  carrier* 
affected  by  the  order. 

With  respect  to  the  Missouri  Illinois,  a  steam  carrier,  the 
Commission  said  It  was  not  operating  at  the  time  of  the  hearing 
and  that  Its  claim  was  anticipatory,  being  based  on  the  theory 
that  the  Illinois  authorities  would  not  permit  the  intrastate  rates 
to  be  increased  to  the  Interstate  level.  The  Commission  said  the 
record  afforded  no  hauls  for  a  finding  as  to  the  rates  and  charges 
of  this  carrier. 

finding  was  made  with  regard  to  the  St.  Louis  ft  Ohio 
River  because  no  coal  had  been  actually  handled  by  that  line  at  the 
•;ie  hearing.   Similar  disposition  was  made  with  respect  to 
•  eo  Height*  Terminal  Transfer  Railroad,  which  performs 
•  switching  service  for  a  number  of  trunk  lines  entering  Chi- 
cago.  It  has  never  been  declared  a  common  carrier  subject  to  the  In- 

tatB  commerce  act,  the  Commission  said,  and  there  IB  no 
variation  In  it*  charges  for  a  switching  service  on  Interstate 
and  intrastafe  traffic  It  perform*  weighing  service  for  which 


the  charge  is  35  cents  per  car  on  interstate  and  34  cents  on  in- 
trastate traffic,  the  Commission  said.  It  also  publishes  reconsign- 
ing  charges  of  $3  on  interstate  and  $2.50  per  car  on  intrastate 
traffic,  but  the  Commission  said  the  amount  of  weighing  and  re- 
consigning  service  was  not  shown  nor  whether  these  services 
were  performed  in  connection  with  any  intrastate  traffic.  A  re- 
quest that  the  Chicago  River  ft  Indiana  Railway  Co.  be  included 
in  the  order  was  denied  because,  the  Commission  said,  its  intra- 
state charges  now  reflect  the  increases  on  Interstate  traffic  au- 
thorized in  Ex  Parte  74.  Under  adjustments  with  trunk-line  car- 
riers the  charges  of  this  company  have  been  increased  on  both 
interstate  and  state  traffic  in  substantial  conformity  with  Ex 
Parte  74,  the  Commission  said.  No  finding  was  made  with  re- 
spect to  the  East  St.  Louis  Junction  Railway  because  no  testi- 
mony was  introduced  concerning  its  rates  and  charges. 

The  Commission  said  the  attitude  of  the  Illinois  commission 
was  the  same  as  in  the  previous  proceedings. 

In 'conclusion,  it  said: 

•  I  disclose*  no  conditions  affecting  transportation  within 
Illumm  wlin  li  justify  the  maintenance  of  a  lower  basis  of  intrastate 
rate*  and  charges  therein  than  the  basis  of  rates  and  charges  con- 
temporaneously applicable  to  Interstate  traffic  of  respondents  for  sim- 
ilar cervices  with  respect  to  which  findings  are  made  herein.  For 
the  reasons  already  stated,  no  finding  Is  made  concerning  the  rates 
and  charges  of  tin-  Missouri-Illinois,  tin*  i'lm-m:ii  Heights  Terminal 
Transfer,  the  St.  Louis  *  Ohio  River,  the  East  St.  Ixmls  Junction  and 
iK<>  Kiver  &  Indiana  railroads.  Following  our  previous 
•  ion  In  this  r«s«-.  CO  1  <'  >'.  :'.'.  .  •!  •.  it.il  cases,  and  upon  this 
record,  we  rind  thnt  tin-  Increases  made  under  Ex  Parte  74  by  the 
other  respondents  hereinbefore  named  In  the  rates  and  charges  de- 
scribed for  the  transportation  of  Interstate  freight.  Including  milk 
and  cream,  and  now  In  effect  are  reasonable:  that  the  failure  of  said 
respondents  to  Increase  their  Intrastate  rates  and  charges  correspond- 
ingly for  similar  services.  Including  charges  for  the  transportation  of 
milk  and  cream,  within  the  state  of  Illinois  has  resulted  and  will 
result  In  Intrastate  rates  and  charges  lower  than  the  corresponding 
interstate  rates  and  charges;  In  undue  preference  of  shippers  and 
localities  In  Intrnstate  commerce  within  the  state  of  Illinois,  and  sub- 
•  Ject*  shippers  and  localities  In  interstate  commerce  to  undue  prejudice, 
and  unjustly  discriminates  against  Interstate  commerce. 

We  further  find  that  to  remove  the  undue  preference  and  preju- 
dice and  unjust  discrimination  found  to  exist.  Increases  should  be 
made  In  these  charges  corresponding  to  the  Increases  made  In  sim- 
'Inr  chargeii  applicable  InterstHte  m  the  en.*t.  in  »:rim|>  mulei  K\  Purte 
14. 


HICKORY  FLITCHES  AND  PLANKS 

In  a  report  on  No.  12111,  Pioneer  Pole  &  Shaft  Co.  vs.  Illi- 
nois Central.  Director-General  et  al..  opinion  No.  7322,  64  I.C.C., 
744-7.  written  by  Commissioner  Eastman,  the  Commission  has 
held  that  rates  on  hickory  flitches  and  planks,  from  points  of 
origin  In  Illinoi*.  Kentucky,  Tennessee,  Mississippi,  Alabama 
anil  Louisiana,  to  Memphis  and  Cairo,  were  and  are  not  unrea- 
sonable or  unduly  prejudicial,  except  from  points  on  the  Bates- 
ville Southwestern,  especially  from  Crowder,  Miss.,  to  Cairo. 

Prior  to  June  25,  1918,  a  joint  rate  of  16  cents  was  in  effect 
from  Crowder  and  other  points  on  the  Batesvllle  Southwestern 
to  Cairo.  Contemporaneously  from  the  same  points  of  origin 
there  was  a  local  rate  of  3.5  cents  to  Batesville  over  the  short 
line  and  a  rough-material  rate  of  10  cents  from  Batesville  to 
Cairo,  resulting  In  a  combination  of  13.5  cents.  At  the  present 
time  the  Joint  rate  of  25  cents  and  the  combination  21  cents. 
JMfer  a  tariff  rule  of  the  Illinois  Central  the  combination  was 

and  is  not  applicable  from  Crowder  and  other  points  on 
the  Batesville  Southwestern  to  Cairo. 

The  Commission  held  that  the  rough-material  rate  from 
Batesvllle  to  Cairo  was  not  so  restricted  as  to  prevent  its  use 
as  a  factor  in  constructing  through  rates  to  Cairo  in  the  ab- 
sence of  a  joint  rate.  It  held  that  the  Joint  rate  was  unreason- 
able to  the  extent  that  It  exceeded  and  exceeds  the  aggregate 
of  the  Intermediate  rate  and  awarded  reparation  to  that  basis. 


CREOSOTE  AND  GAS-TAR  OILS 

On  a  holding  that  the  carriers  had  justified  the  proposed  in- 
crease In  rates  on  creosote  oil  and  gas-tar  oil,  from  Chicago  and 

!x)uia  to  St.  Paul  and  Duluth,  the  Commission  has  discon- 
tinued I.  and  S.  No.  1409,  Creosote  and  gas-tar  oils  from  Chicago 
and  St.  Louis  to  St.  Paul  and  Duluth,  opinion  No.  7328,  66  I.  C.  C., 
1—3.  The  effect  of  the  discontinuance  is  to  raise  the  rates  north- 
bound to  the  level  of  the  rates  In  the  reverse  direction.  About  15 
yars  ago  rates  were  establishd  northbound  on  the  basis  of  12V4 
cents  from  Chicago  and  Peoria  to  St.  Paul.  In  March,  1918,  a 
plant  manufacturing  products  of  this  kind  was  established  at  St. 
I-oul*  Park.  Minn.,  near  St.  Paul,  and  carriers  were  requested  to 
establish  a  commodity  rate  southbound  the  same  as  northbound. 
They  objected,  claiming  that  the  northbound  rates  were  too  low. 
They  established  the  southbound  rate  2%  cents  higher  than  the 
northbound,  saying  they  would  file  a  fifteenth  section  application 
for  permission  to  Increase  the  northbound  rate,  at  the  same  time. 
The  Railroad  Administration  however  did  nothing  with  that  sit- 
uation so  the  disparity  of  rates  was  continued  during  the  whole 
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of  federal  control.  After  the  end  of  federal  control  application 
for  reduction  in  the  southbound  rate  was  denied  and  the  rates 
which  are  to  go  into  effect  were  filed  so  as  to  carry  out  the  plan 
put  forward  in  March,  1918. 


IRON  AND  STEEL  ARTICLES 

A  holding  of  non-justification  has  been  made  by  the  Com- 
mission in  a  report  on  I.  and  S.  No.  1404,  iron  and  steel  articles 
from  Boston  and  other  points  to  Maine  Central  destinations 
(mimeographed  without  opinion  or  page  numbers)  as  to  pro- 
posed cancellation  of  less-than-carload  commodity  rates  on  iron 
and  steel  articles  from  Boston  and  points  in  that  territory,  to 
destinations  on  the  Maine  Central.  While  the  Commission  did 
not  aay  so,  it  held  against  the  proposal  of  the  Maine  Central 
because  the  elimination  of  the  less-than-carload  commodity  rates 
from  Boston  and  vicinity  would  place  the  shippers  at  those 
places  at  a  disadvantage  in  comparison  with  competitors  in  New 
York  and  Philadelphia,  and  leave  the  rates  from  points  as  far 
away  as  Pittsburgh,  but  a  few  cents  per  100  pounds  higher  than 
from  Boston,  Gloucester,  Worcester,  Fitchburg  and  Clinton,  Mass. 

The  report  said  the  carriers  made  light  of  the  competition 
of  points  beyond  the  circle  of  cities  around  Boston,  saying 
that  It  did  not  amount  to  anything.  They  admitted,  the  report 
said,  that  there  would  be  some  discrimination,  but  not  of  the 
kind  that  should  constrain  the  Commission  to  condemn  what 
they  had  proposed,  at  the  instance  of  the  Maine  Central. 

The  condemnation  ,pf  the  effort  to  get  rid  of  L.  C.  L.  com- 
modity rates,  the  Commission  said,  was  without  prejudice  to 
any  effort  they  might  undertake  to  make  a  more  comprehensive 
adjustment.  The  Commission,  wherever  possible,  has  favored 
the  elimination  of  L.  C.  .L.  commodity  rates. 


ROUTING  OF  W.  MD.  COAL 

In  a  report  on  I.  and  S.  No.  1365,  routing  of  coal  from  West- 
ern Maryland  Railway  mines  to  eastern  destinations  (mimeo- 
graphed, without  opinion  or  page  numbers),  the  Commission  held 
as  having  not  been  justified  the  proposal  of  the  Baltimore  &  Ohio 
to  restrict  the  routing  of  coal  from  mines  on  the  Western  Mary- 
land to  the  east  to  the  Cumberland  gateway.  The  restriction, 
the  Commission  said,  would  leave  in  effect  combinations  via 
Cherry  Run,  W.  Va.,  over  the  route  of  movement,  higher  than 
the  joint  now  in  effect  over  the  Cherry  Run  route.  It  would 
deprive  the  Western  Maryland  of  the  long  haul  over  its  rails, 
of  coal  originating  in  mines  on  its  line  of  railway;  in  other  words, 
that  the  effect  of  the  restriction  would  short-haul  the  Western 
Maryland. 

The  suspended  schedules  were  filed  by  the  Baltimore  &  Ohio, 
the  report  said,  in  behalf  of  itself  and  the  Western  Maryland. 
The  latter,  however,  objected  and  procured  the  inquiry,  with  the 
result  before  mentioned. 

In  its  decision  the  'Commission  discussed  the  various  gate- 
way cases,  differentiating  this  one  from  the  Ogden  Gateway  Case, 
35  I..C.  C.  131,  in  which  it  allowed  the  Union  Pacific  to  close 
the  Ogden  gateway  because  it  had  a  shorter  route  over  its  own 
rails,  and  because  there  was  no  showing  that  public  interest 
iwould  suffer.  In  the  instant  case,  it  said,  the  proposed  restric- 
tion would  operate  to  deprive  the  originating  carrier  of  its  long 
haul,  in  violation  of  the  well  settled  principle  "that  if  a  carrier 
has  traffic  in  its  possession  it  should  be  allowed  to  handle  it  by 
its  own  line  as  far  as  it  can,  unless  public  interest  would  suffer 
thereby." 


RATES   ON   GASOLINE 

In  an  opinion  on  No.  10856,  Utah  State  Automobile  Asso- 
ciation vs.  A.  T.  &  S.  F.,  Director-General,  as  agent,  et  al.,  opin- 
ion No.  7330,  66  I.  C.  C.,  8-18,  written  by  Commissioner  East- 
man, the  Commission  has  found  unreasonable  rates  on  refined 
gasoline,  from  the  midcontinent  field,  Colorado,  Wyoming,  and 
California,  to  Salt  Lake  City,  Ogden,  and  Provo,  Utah,  and  has 
entered  an  order  requiring  the  defendants,  on  or  before  April 
11,  to  establish  and  maintain  "and  apply  to  the  transportation 
of  gasoline,  in  carloads,  to  Salt  Lake  City,  Utah,  rates  which  do 
not  exceed  $1  per  100  pounds  from  the  midcontinent  field,  55 
cents  per  100  pounds  from  Florence,  Colo.,  65  cents  per  100 
pounds  from  Casper,  69  cents  per  100  pounds  from  Greybull, 
Wyo.,  75  cents  per  100  pounds  from  Wilmington,  Calif.,  and 
points  grouped  therewith,  and  81  cents  per  100  pounds  from 
Boaz,  Calif.,  and  points  grouped  therewith."  The  rates  so  pre- 
scribed are  inflated  to  the  habis  of  Ex  Parte  74,  the  Commis- 
sion said. 

The  case  raised  the  question  as  to  whether  the  rates  on 
gasoline  were  unduly  prejudicial  against  the  complainants  and 
the  rates  on  crude  oil  unduly  preferential  of  the  Utah  Refining 
Co.  On  that  head  the  Commission  said: 

"We  are  Impressed  by  the  evidence  in  this  case  that  gaso- 
line does  not  move  to  Salt  Lake  City  in  any  substantial  quan- 
les  upon  the  rates  now  in  effect.  The  maintenance  of  rates 
at  a  high  level  is  obviously  of  no  direct  advantage  to  the  car- 
ters where  the  traffic  fails  to  move.  And  we  are  also  im- 
pressed by  the  fact  that  no  good  reason  has  been  shown  for 


blanketing  the  rate  of  94.5  cents  from  the  midcontinent  field  all 
the  way  from  San  Francisco  to  points  in  western  Colorado.  This 
rate,  as  applied  to  Salt  Lake  City,  compares  unfavorably  with 
the  rate  of  51.5  cents  which  is  charged  to  Denver,  Cheyenne, 
and  other  Colorado  common  points.  Upon  consideration  of  all 
the  facts  of  record  we  think  the  evidence  shows  that  the  rates 
on  gasoline,  using  the  word  in  its  literal  sense,  from  the  mid- 
continent,  Wyoming,  Colorado,  and  California  fields  to  Salt  Lake 
City  and  related  points  are  unreasonable.  Little  evidence  was 
offered  concerning  the  rates  on  refined  products  of  petroleum 
other  than  gasoline,  and  there  is  no  basis  for  a  conclusion  that 
these  rates  are  unreasonable  or  otherwise  unlawful.  A  reduc- 
tion in  the  rates  on  gasoline  will  decrease  the  present  abnor- 
mal spread  between  the  gasoline  rates  and  the  crude-oil 
rates.  While  it  may  still  remain  greater  than  normal  because 
of  the  low  level  of  certain  of  the  latter  rates,  we  are  not  per- 
suaded that  the  gasoline  rates  can  on  that  account  be  found 
unduly  prejudicial  to  complainants  or  the  crude-oil  rates  un- 
duly preferential  of  the  Utah  Oil  Refining  Company.  The  rais- 
ing of  the  crude-oil  rates  would  not  benefit  complainants  in  any 
way." 


SPACE  RENTAL  FOR  COTTON 

In  a  report  of  I.  and  S.  No.  1403,  railroad  space  rental  charges 
on  compressed  and  uncompressed  cotton  at  Louisiana  ports 
(mimeographed  without  opinion  or  page  numbers),  the  Commis- 
sion condemned  as  not  having  been  justified  proposed  increased 
"space  rental"  charges  on  domestic,  export  and  coastwise  ship- 
ments of  cotton  and  cotton  lir.ters  at  New  Orleans  and  sub-ports. 
Protest  against  the  increases  was  made  by  the  New  Orleans  Joint 
Traffic  Bureau  in  behalf  of  the  Board  of  Commissioners  of  the 
port  of  New  Orleans,  the  New  Orleans  Cotton  Exchange  and 
other  commercial  and  civic  organizations  of  that  city.  The 
schedules  involved  were  suspended  until  February  22. 

It  was  proposed  to  increase  the  rates  on  uncompressed 
cotton  and  uncompressed  linters  for  the  first  unit  of  four  days 
and  under  from  5  to  7  cents;  for  over  four  days  but  not  more 
than  eight  from  10  to  13.5  cents;  for  over  eight  but  not  more 
than  thirteen  days  from  20  to  27  cents;  for  thirteen  days  but  not 
more  than  eighteen  from  25  to  34;  for  eighteen  days  but  not 
more  than  twenty-eight  from  30  to  40.5;  and  for  each  additional 
day  after  twenty-eight  from  1  to  1.5  cents  per  bale. 

The  proposal  in  respect  of  compressed  cotton  and  com- 
pressed conton  linters  was  the  same  as  to  charges,  but  the  units 
of  time  were  for  two  days  and  under;  for  six  days  and  over  two 
days;  for  eleven  days  and  over  six  days;  for  sixteen  days  and 
over  eleven  days;  for  twenty-six  days  and  over  sixteen  days; 
and  then  the  charge  for  each  additional  day  after  the  twenty- 
sixth. 

The  carriers  undertook  to  draw  a  distinction  between  space 
rental  and  storage  so  as  to  bring  the  proposed  increases  outside 
of  the  prohibition  contained  in  the  Commission's  report  on  Ex 
Parte  No.  74  against  any  increases  in  storage  charges.  The 
Commission  said  that  it  was  of  the  opinion  that  the  charges 
assailed  were  in  fact  charges  for  storage.  The  ambiguities  in 
the  tariff  giving  color  to  a  distinction  between  charges  for 
"storage"  and  charges  for  "space  rental,"  the  Commission  said 
should  be  eliminated.  The  suspended  schedules  are  to  be  can- 
celled not  later  than  February  21. 

RATES  ON  LINSEED  OIL 

An  order  of  dismissal  has  been  made  in  No.  12541,  Midland 
Linseed  Products  Co.  vs.  New  York,  Susquehanna  &  Western, 
Director-General  et  al.,  opinion  No.  7325,  64  I.  C.  C.  753-4,  on  a 
holding  that  rates  on  linseed  oil  from  Undercliff,  N.  J.,  to  New- 
ark, N.  J.,  during  federal  control,  were  not  unreasonable  or 
otherwise  unlawful.  The  shipments  in  question  moved  over  the 
New  York,  Susquehanna  &  Western  and  the  Central  of  New 
Jersey,  approximately  20  miles.  Charges  were  collected  at  the 
applicable  fifth  class  rate  of  11  cents  prior  to  General  Order  28 
and  14  cents  thereafter.  The  complainant  contended  that  they 
were  excessive  to  the  extent  that  they  exceeded  the  fifth-class 
rates  of  9.5  and  12  cents,  respectively,  contemporaneously  in 
effect  from  and  to  the  same  points  over  the  lines  of  the  origi- 
nating carrier  and  the  Pennsylvania.  It  contended  that  inasmuch 
as  all  carriers  involved  were  under  federal  control  the  same 
rate  should  have  applied  over  all  routes,  citing  Gill  vs.  Director- 
General,  59  I.  C.  C.  119  and  Barrett  Co.  vs.  Director-General,  61 
I.  C.  C.  401,  in  support  thereof.  To  distinguish  this  case  from 
the  ones  mentioned,  the  Commission  said  that  the  transportation 
conditions  over  the  different  routes  involved  in  those  cases  did 
not  materially  differ.  In  this  case,  it  said,  the  route  of  move- 
ment was  longer  than  the  other  route  and  the  operating  cost 
higher.  An  additional  fact  cited  by  the  Commission  was  that 
the  class  rates  from  Undercliff  to  all  points  in  the  destination 
territory  in  question  were  and  are  uniformly  higher  for  Central 
of  New  Jersey  than  for  Pennsylvania  or  Erie  delivery. 

RATES  ON  SULPHATE  OF  BARIUM 

The  Commission  has  dismissed  No.  12119,  Ault  &  Wiborg  Co. 
vs.    Southern,    Director-General,    et  al.,     opinion     No.  7326,     64 
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I  C,  C.  755-7,  holding  that  the  rates  on  sulphate  of  barium  from 
Sweetwater,  Tenn.,  to  Cincinnati  and  St.  Bernard,  Ohio,  are  not 
and  were  not  unreasonable  or  otherwise  unlawful.  The  allega- 
tion was  that  since  May  1,  1919,  the  rate  from  Sweetwater  had 
been  unreasonable,  unjustly  discriminatory  and  unduly  prejudicial 
to  the  extent  that  they  had  exceeded  the  rates  on  like  traffic 
from  Cartersville,  Ga.  The  complainant  pointed  out  that  under 
present  adjustment  It  waa  possible  to  ship  the  commodity 
in  question  southward  119  miles  to  Cartersville  and  then  reship 
from  that  point  to  Cincinnati  at  5.55  cents  per  hundred  pounds 
leu  than  the  rate  applying  direct  from  Sweetwater  to  Cincin- 
nati. The  defendants'  position  was  that  the  rate  from  Carters- 
ville was  unduly  low  and  should  not  be  used  as  a  measure  of 


the  rate  from  Sweetwater.  The  defendants  asserted  that  a 
rate  of  $2.50  per  gross  ton  on  sulphate  of  barium  from  Carters- 
ville to  Cincinnati  was  published  through  error  and  was  intended 
to  apply  only  on  crude  barytas.  The  Commission  said  that  the 
complainant  relied  wholly  on  the  fact  that  the  rate  from 
Cartersville  was  more  than  from  Sweetwater  to  prove  its  allega- 
tion of  unreasonableness.  It  pointed  out  that  while  there  is  a 
rate  on  sulphate  of  barium  from  Cartersville  that  commodity 
is  not  manufactured  at  that  place.  In  such  circumstances  the 
Commission  said  no  finding  of  undue  prejudice  could  be  made. 
The  carriers,  the  Commission  said,  had  signified  their  intention 
to  increase  the  rate  from  Cartersville  to  what  they  considered  a 
normal  basis. 


Tentative  Reports  of  the  Commission 


RATES   ON   ANTHRACITE 

In  a  tentative  report  on  No.  12664,  Michael  8.  COM  et  al.  vs. 
Director-General,  as  agent.  Lebigh  Valley  et  al..  embracing  also 

12610,  Albert  H.  Traphagen  et  al.  vt.  Lehigh  Valley.  Ex- 
aminer II.  W.  Archer  ha*  proposed  that  the  Commission  find  that 
the  rates  charged  by  the  Lehigh  Valley  from  the  anthracite 
region  In  Pennsylranla  to  Auburn,  Groton  and  Moravia.  N.  Y., 
were  unreasonable  and  unduly  prejudicial  to  the  extent  that 
they  exceeded  $1.70  and  $1.49  per  gross  ton  on  prepared  and 
smaller  sixes,  respectively,  from  January  1.  1917.  to  March  31. 
1918.  inclusive;  that  they  were  unreasonable  and  unduly  pre- 
judicial from  April  1.  1918.  to  June  24.  1918.  Inclusive,  to  the 
extent  that  they  exceeded  $1.85  and  $1.64  on  prepared  and  smaller 
sties,  respectively;  that  they  were  unreasonable  and  unduly  pre- 
judicial from  June  25.  1918.  to  August  25.  1920.  Inclusive,  to  the 
extent  that  they  exceeded  $2.20  and  $2  on  prepared  and  smallet 
sixes,  respectively;  that  since  and  including  August  26.  1920. 
the  rates  have  been  and  are  unreasonable  and  unduly  prejudicial 
to  the  extent  that  they  have  exceeded  and  exceed  $3.08  and  $2.80 
on  prepared  and  smaller  sixes,  respectively,  and  that  for  the 
future  they  will  be  unreasonable  to  the  extent  that  they  exceed 
the  last  named  rate*. 

The  Commission  should  further  And.  the  examiner  said, 
that  the  rates  on  anthracite  coal  from  the  anthracite  region  in 
Pennsylvania  to  Waterloo  and  Seneca  Falls.  N.  Y..  via  the  Lehigh 
Valley,  since  November  5.  1920,  have  been  and  for  the  future 
will  be  unreasonable  to  the  extent  that  they  exceeded,  exceed 
or  may  exceed  $3.08  and  $2.80  per  gross  ton  on  prepared  and 
smaller  alien,  respectively.  Reparation  should  be  made  to  the 
basts  of  the  rates  found  reasonable,  the  examiner  says,  as  to 
complainants  which  paid  the  freight  charges. 


RATES  ON  GRAPE  JUICE 

In  a  proposed  report  written  by  Examiners  John  T.  Money, 
II  W.  Archer  and  W.  B.  Hunter  on  No.  12400.  Armour  &  Co. 
vs.  Director-General,  as  agent.  Alabama  Great  Southern  et  al.. 
It  Is  recommended  that  class  rates  on  grape  juice  from  West- 
fleld  \'ortheast.  Pa.,  and  Ohio  river  crossings,  to  points 

In  southeastern  states.  Including  North  Carolina  and  South  Caro- 
lina be  found  legally  applicable  but  unreasonable,  and  that  class 
rates  on  grape  juice  In  glass  from  L*wton.  Mich.,  to  points  in 
Arkansas.  Oklahoma.  Texas  and  Louisiana  be  found  unreason- 
able. The  report  also  embraces  Rub.  No.  1.  J.  Hungerford 
Smith  Grape  Juice  Co.  vs.  Same;  No.  12600.  Welch  Grape  Juice 

ICo.  TS.   Atlantic   Coast   Line  et   al.;    No.    12483.   J.   Hungerford 
Smith  Grape  Juice  Co.  vs.  Santa  Fe  et  al. 

"The  Commission  should  find  that  the  rates  attacked  were, 
are.  and  for  the  future-  will  be  unreasonable  to  the  extent  that 
they  exceeded  or  may  exceed  the  rates  contemporaneously 
maintained  on  canned  goods.  In  glass.  In  carloads,  but  the  Com- 
mission should  not  require  that  grape  juice  be  Included  in  the 
Items  covering  canned  goods  In  commodity  tariffs."  the  exam- 
iners said.  "The  Commission  should  further  find  that  complain- 
ants and  Intervener  made  shipments  and  paid  and  bore  tli» 
charge*  thereon;  that  they  have  been  damaged  to  the  extent 
that  the  charges  paid  exceeded  those  which  would  have  accrued 
at  the  rates  herein  found  reasonable,  and  that  Armour  Sc  Co., 
complainant  In  No.  12400,  Is  entitled  to  reparation,  with  Inter- 
est, on  all  shipment*  moved  during  the  statutory  period.  Tho 
witnessed  for  J.  Hungerford  Smith  Grape  Juice  Co..  complainant 
to  No  12400,  Sub.  No.  1,  arid  for  Welch  Grape  Juice  Co..  Inter- 
vener In  the  same  case,  and  complainant  In  No.  12600.  were  un- 
able to  testify  with  respect  to  the  payment  of  freight  charges 
on  any  shipments  to  southeastern  points  that  moved  prior  to 

•federal   control.     The   claims  on   all   shipments   made  to  south- 
eastern territory  during  federal  control,  by  these  parties,  except 

•hOM  to  points   In  North   Carolina  and  South  Carolina  whipped 

by  Welch  Grape  Juice  r<>    since  September  28,  1918,  are  barred 

by  the  statute  of  limitations,  as  they  were   not  filed   with  the 

mhiftlon  within  one  year  after  the  expiration  of  federal  con- 


trol. The  witnesses  in  No.  12600  had  no  personal  knowledge  of 
the  payment  of  freight  charges  on  shipments  made  prior  to 
September  28,  1918,  and  the  Commission  should  therefore  fur- 
ther find  (bat  the  complainant  in  No.  12600  is  entitled  to  repara- 
tion on  shipments  to  points  in  North  Carolina  and  South  Caro- 
lina only  since  September  28,  1918.  The  Commission  should 
further  find  that  J.  Hungerford  Smith  Grape  Juice  Co.  is  en- 
titled to  reparation  on  all  shipments  in  carloads  from  Lawton 
to  points  in  Arkansas,  Oklahoma,  Texas  and  Louisiana  made 
during  the  statutory  period.  Complainants  and  intervener  should 
comply  with  rule  V  of  the  rules  of  practice." 

The  examiners  said  that  the  volume  of  movement  of  grape 
juice  in  carloads  was  sufficient  to  entitle  it  to  commodity  rates 
found  support  in  the  fact  that  defendants  now  maintained  and 
for  many  years  have  maintained  commodity  rates  on  grape 
juice  from  the  territories  of  origin  to  numerous  points  in  west- 
em  trunk  line  and  transcontinental  territories  on  bases  substan- 
tially lower  than  the  class  rates.  The  canned  goods  commodity 
rates  from  Pacific  coast  terminals  to  eastern  points  apply  on 
fruit  juices,  including  grape  juice,  and  no  good  reason  appears 
why  the  rates  attacked  should  exceed  those  applicable  to  canned 
goods.  In  glass,  the  examiners  said. 


STEEL  CORPORATION  BOAT  LINES 

On  further  hearing  in  57  I.  C.  C.  513,  Examiner  liurton 
Fuller.  In  a  tentative  report  on  No.  11214,  application  of  the 
I'nited  States  Steel  Products  Co.  et  al.  under  the  provisions  of 
section  5  of  the  interstate  commerce  act,  in  connection  with 
the  ownership  and  operation  of  steamer  lines  through  the 
Panama  Canal,  has  recommended  reaffirmation  by  the  Com- 
mission of  Its  holding  that  the  applicant  railroads  do  not  and 
may  not  compete  with  the  steamship  lines  of  the  United  States 
Steel  Products  Company,  operating  through  the  Panama  Canal. 
The  tentative  report  said,  In  part : 

On  February  10.  1ISO.  the  United  States  Steel  Corporation,  its 
subsidiary  railroad  companies,  and  the  United  States  Steel  Products 
filed  a  joint  application  asking  the  termination  of  the  question  of 
whether  tli>  j"  ration  by  the  products  company  of  Its  steamship  lines 
through  the  rnn.itna  canal  I*  in  contravention  of  section  5  of  the  In- 
terstate commerce  act,  an  amended  by  section  11  of  the  Panama  canal 
act.  The  Hteel  Corporation  Is  a  holding  company  and  owns  either  the 
capital  stock  of  the  products  company  and  of  the  applicant  railroads 
or  the  capital  stock  of  the  companies  owning  said  stock.  In  Its  orig- 
inal rciwrt  the  Commission  found  that  the  applicant  railroads  have  an 
•--"Sin  the  steamship  linen  operated  by  the  products  company 

•>,••  meaning  of  the  act.  but  under  the  conditions  then  existing 

or  which  seemed  probable,  they  "do  not  and  may  not"  compete  with 
tho*w  steamship  lines.  It  added  that  Its  finding  did  not  and  could 
not  conclude  any  finding  on  this  subject  which  might  thereafter  be 
i,i|iilred  by  the  facts  as  they  might  be  disclosed  on  some  subse- 
quent record.  In  the  light  of  experience  and  further  development. 

<>n  June  22.  1921.  the  Commission  reopened  the  case  for  further 
hearing  In  order  to  ascertain  whether  conditions  with  respect  to  com- 
n  the  applicant  railroads  and  the  steamship  lines  of 
the  products  company  operating  through  the  Panama  canal  have  so 
'•hanged  since  the  Issunnce  »f  Hi.-  original  report  ax  to  make  the  con- 
tinued operation  of  such  stenmshlp  lines  by  the  products  company  a 
violation  of  the  act. 

The  products  company  now  operates  9  steamers  between  New 
York  and  other  eastern  ports,  on  the  one  hand,  and  ports  on  the  west- 
ern coast  of  the  United  States  nnd  the  port  of  Vancouver.  British 
<Vilumbls,  on  the  other,  under  the  registered  name  of  the  Isthmian 
Steamship  Linen.  There  nre  10  other  lines  with  a  total  of  53  steam- 
ers operating  between  those  ports,  among  them  the  I-uckenbach 
Steamship  Company.  Purlng  the  period  from  July  1.  1920.  to  July 
11.  1921.  the  Isthmian  Steamship  Lines  cnrrled  In  this  service  89.087 
tens  out  of  a  '  mind  tonnage  of  777,529.  and  213.326  tons  out 

of  a  total  westbound  tonnnge  of  1.087.388.  or  about  12.20  per  cent  of 
the  east  and  westbound  tonnnge.  respectively.  About  94  per  cent  of 
the  westbound  trnfflr  of  the  Isthmian  Steamship  Unes  was  shipped  by 
subsidiaries  of  fh"  steel  corporation.  About  IB  per  cent  of  the  traffic 
of  these  siibsl<rnrles  moving  through  the  canal,  however,  wns  shipped 
via  the  Independent  lines.  It  appears  that  the  rules  are  fixed  by  con- 
ferences 1  presentatlves  of  the  Independent  lines  and  of  the 
I  States  Shipping  Board. 

The  railroads  of  the  country,  of  course,  arc  no  longer  taxed  to 
their  utmost  -capacity  as  they  were  In  1920.  and  the  Commission  has 
but  recently  found  thnt  competition  now  exists  between  the  steam- 
ship lines  operating  through  the  Panama  canal  and  the  railroads 
generally.  Intermediate  Rate  Asso.  vs.  Director-General,  61  I.  C.  C., 

The  principal  applicant  railroads  are  fully  described  In  the  orlg- 
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inal  report.  They  are  the  Bessemer  &  Lake  Erie,  the  Union  railroad, 
and  the  Elgin,  Joliet  A  Eastern.  About  90  per  cent  of  the  traffic 
of  the  Bessemer  &  Lake  Erie  consists  of  Iron  ore,  limestone  and  coal, 
handled  In  connection  with  the  lake  carriers.  At  the  previous  hearing 
It  was  pointed  out  that  during  1919  about  10,000  tons  of  Iron  and  steel 
products  originating  on  the  Union  railroad  and  destined  to  the  Pacific 
coast  were  routed  via  the  Bessemer  &  Lake  Erie.  During  the  13 
months'  period  ending  July  31,  1921,  the  subsidiaries  of  the  steel  cor- 
poration In  the  Pittsburgh  district  shipped  about  200,000  tons  via  the 
1'nnama  canal.  Of  this  about  10,000  tons  originated  on  the  Union 
railroad  and  of  the  latter  tonnage  about  15  or  18  per  cent  moved  to 
thu  eastern  ports  over  the  Bessemer  &  Lake  Erie  and  connecting 
lines.  The  subsidiaries  of  the  steel  corporation  not  located  on  the 
Union  railroad  could  not  have  routed  their  traffic  via  the  Union  rail- 
road or  Bessemer  &  Lake  Erie,  whether  shipped  all-rail  or  rail-and- 
v.-uter,  as  there  are  no  joint  rates  in  effect  on  such  traffic  in  connec- 
tion with  those  lines.  The  all-rail  rates  to  the  Pacific  coast  from 
the  Pittsburgh  district  are  $37.335  on  rails  and  $37.30  on  most  other 
Iron  and  steel  products,  as  compared  with  the  rail-and-water  rates 
via  the  Panaman  canal  of  $22.54  on  rails  and  $25.31  on  other  Iron  and 
steel  products.  Rates  are  stated  In  amounts  per  gross  ton. 

About  70  per  cent  of  the  traffic  of  the  Klgin,  Joliet  &  Eastern 
originates  at  or  is  destined  to  points  on  its  line  and  of  this  about  50 
per  cent  consists  of  business  of  subsidiaries  of  the  steel  corporation. 
That  carrier  receives  substantially  the  same  divisions  on  traffic. 
»riKin:itltiK  on  its  line  whether  such  traffic  moves  east  or  west.  The 
all-rail  rate  from  the  Chicago  district  is  $33.60  on  practically  all 
Iron  and  steel  products,  including  rails,  as  compared  with  the  rail-and- 
water  rates  via  the  Panama  canal  of  $26.74  on  rails  and  $30.91  on 
other  iron  and  steel  products.  During  the  thirteen  months  ending 
July  31,  1921,  only  .14  of  1  per  cent  of  the  tonnage  shipped  to  the 
Pacific  coast  by  the  subsidiaries  of  the  steel  corporation  in  the  Chicago 
district  moved  via  the  rail-and-water  route.  Counsel  for  the  Lucken- 
hach  Steamship  Company  argues  that  because  the  Elgin,  Joliet  & 
Eastern  participates  in  transcontinental  traffic  by  means  of  its  over- 
head or  ferry  service,  it  Is  therefore  an  actual  or  potential  com- 
petitor of  the  Isthmianf  Steamship  Lines.  The  court  has  defined  com- 
petition as  "striving  for  something  which  another  is  actively  seeking 
and  wishes  to  gain."  The  United  States  vs.  Union  Pacific  R.  R.  Co., 
226  U.  S.  61.  87.  It  is  perhaps  true  that  the  Isthmian  Steamship  Lines 
are  actively  seeking  and  desire  to  obtain  traffic  moving  between  the 
eastern  and  western  ports  of  the  United  States,  but  the  evidence 
does  not  show  that  the  Elgin,  Joliet  &  Eastern  is  in  a  position  to 
seek  such  traffic  or  is  striving  to  obtain  the  same.  As  to  such  traffic, 
it  is  merely  a  belt  line  which  Is  used  at  the  option  of  the  trunk 
line  railroads  as  a  means  of  preventing  or  relieving  congestion  at  their 
Chicago  terminal. 

The  Luckenbach  Steamship  Line  further  contends  that  the  opera- 
tion of  the  Isthmian  Steamship  Line  gives  the  subsidiaries  of  the 
steel  corporation  an  unfair  advantage  in  obtaining  low  rates  for  the 
transportation  of  their  products  via  the  all-rail  routes  and  also  urges 
that  the  independent  steamship  lines  cannot  survive  in  competition 
with  a  steamship  line  "subsidized"  by  an  industry.  On  the  other 
hand,  applicants  contend  that  a  strongly  backed  steamship  line 
operating  between  the  Atlantic  and  Pacific  coast  ports  of  this  country 
is  necessary  in  order  to  enable  domestic  products  to  compete  on  the 
Pacific  coast  with  foreign  products  which  also  move  via  Panama  canal 
But  the  only  question  in  issue  in  this  proceeding  is  whether  there  is 
actual  or  potential  competition  between  the  applicant  railroads  and 
steamship  lines  of  the  products  company.  Whether  or  not  an  industry 
should  be  permitted  to  operate  a  steamship  line  is  a  question  of 
public  policy  to  be  determined  by  the  law-making  body 

The  Commission  should  find  that  the  applicant  railroads  do  not 
and  may  not  compete  with  the  steamship  lines  of  the  products  com- 
pany operating  through  the  Panama  canal.  An  appropriate  order 
should  be  entered. 


RATE  ON  PETROLEUM  OIL 

In  a  tentative  report  on  No.  12813,  Standard  Oil  Co  (New 
Jersey)  et.  al.  vs.  Director-General,  as  agent,  Examiner  Richard  T. 
Eddy  has  proposed  the  following  findings:  That  a  rate  of  245 
cents  on  crude  petroleum  oil  from  Ranger,  Strawn  and  TiflBn, 
Tex.,  to  North  Baton  Rouge,  La.,  was  not  unreasonable;  and 
that  a  rate  of  31.5  cents  on  crude  petroleum  oil  between  the 
same  points  was  unreasonable  to  the  extent  that  it  exceeded 
24.5  cents  and  that  reparation  should  be  made  to  that  basis. 

By  complaint  filed  January  25,  1920,  the  Standard  Oil  Co. 
(New  Jersey)  and  the  Standard  Oil  Co.  of  Louisiana  alleged  that 
the  rates  of  31.5  cents  and  24.5  cents  per  100  pounds,  charged 
on  1,524  tank  carloads  of  crude  petroleum  shipped  during  the 
period  January  21  to  May  29,  1919,  from  Ranger,  Strawn  and 
Tiffin,  Tex.,  to  North  Baton  Rouge,  La.,  were  unreasonable,  un- 
justly discriminatory  and  unduly  prejudicial  to  the  extent  that 
they  exceeded  a  rate  of  22  cents  made  effective  May  30,  1919. 
Five  of  the  cars  were  shipped  January  21,  1919,  the  day  before 
the  24.5-cent  rate  became  effective  and  were  charged  the  then 
legally  applicable  rate  of  31.5  cents.  The  complainants  with- 
drew their  allegations  as  to  unjust  discrimination  and  undue 
prejudice  and  at  the  hearing  the  New  Jersey  corporation  was 
withdrawn  as  a  complainant.  The  examiner  recommended  rep- 
aration to  the  Louisiana  corporation  on  the  five  cars  on  which 
charges  were  paid  on  the  basis  of  a  rate  of  31.5  cents. 


RATES  ON  MACARONI 

Reasonable  rates  for  the  future  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Andrew  C.  Wilkins  in  a 
tentative  report  on  No.  12494,  Skinner  Manufacturing  Co.  vs. 
Director-General,  as  agent,  C.  B.  &  Q.  et  al.,  on  a  proposed  find- 
ing that  the  applicable  fifth  class  rates  on  macaroni  products 
from  Omaha,  Neb.,  to  various  destinations  in  Oklahoma,  Texas, 
Arkansas  and  Louisiana,  during  the  years  1917,  1918,  1919,  1920 
and  up  to  February  26,  1921,  were  unreasonable. 

The  Commission  should  find,  the  examiner  said,  that  the 
rates  assailed  were,  are,  and  for  the  future  will  be  unreasonable 
to  the  extent  that  they  exceeded,  exceed,  or  may  exceed,  the 
rates  contemporaneously  maintained  on  cereal  food  preparations, 


in  carloads,  minimum  weight  40,000  pounds,  and  that  reparation 
should  be  made  to  the  basis  of  the  rates  found  reasonable. 

Discussing  a  table  submitted  by  the  complainants,  the  exam- 
iner said: 

"It  will  be  noted  from  the  above  table  that  the  earnings 
based  on  the  rates  on  cereal  food  preparations  closely  approxi- 
mate the  average  on  all  traffic,  while  the  earnings  on  macaroni 
products,  in  a  number  of  instances,  are  more  than  double  the 
average  on  all  traffic." 

The  defendants  contended  that  extremely  low  rates  have 
been  established  for  the  movement  of  cereal  food  products,  and 
that  there  was  no  comparison  between  the  volume  of  their  move- 
ment and  that  of  macaroni  products. 


LUMBER  FOR  EXPORT 

Dismissal  of  the  complaint  in  No.  12570,  Southern  Pine  Asso- 
ciation et  al.  vs.  Director-General,  as  agent,  Alabama  Great  South- 
ern et  al.,  has  been  recommended  in  a  tentative  report  by 
Examiner  Warren  H.  Wagner,  on  a  proposed  finding  that  rates 
applicable  to  shipments  of  lumber,  for  export,  from  points  in 
southern  territory  east  of  the  Mississippi  River  to  ports  on  the 
Gulf  of  Mexico  were  not  shown  to  be  unreasonable  or  otherwise 
unlawful. 

The  complainants  alleged  that  the  cancellation  of  export 
rates  on  lumber  from  mills  in  southern  territory  to  south  Atlan- 
tic and  Gulf  ports  during  federal  control  resulted  in  an  adjust- 
ment which  was  unreasonable,  unjustly  discriminatory  and 
unduly  prejudicial.  The  Commission  was  asked  to  prescribe  for 
the  future  reasonable  export  rates  from  all  points  on  defendants' 
lines  within  that  territory,  including  points  which  did  not  enjoy 
export  rates  prior  to  June  25,  1918,  and  to  award  reparation  on 
export  shipments  to  the  Gulf  ports  from  points  from  which 
export  rates  applied  prior  to  that  date.  At  the  hearing  complaint 
as  to  rates  to  south  Atlantic  ports  was  abandoned.  The  Chamber 
of  Commerce  of  Orange,  Tex.,  intervened  in  opposition  to  a 
change  in  the  rates  in  the  southwest. 

The  examiner  said  that  G.  O.  No.  28  provided  for  an  increase 
in  lumber  rates  of  25  per  cent  with  5  cents  per  100  pounds  as  a 
maximum  and  for  the  cancellation  of  all  export  rates,  thereby 
making  the  domestic  rates  applicable. 

The  defendants  and  the  intervener  presented  no  evidence, 
the  examiner  said,  and  no  attempt  was  made  by  the  complainant 
to  impeach  the  rates  on  domestic  traffic.  After  briefly  discussing 
the  record,  the  examiner  said: 

"In  the  circumstances,  something  more  than  the  prior  exist- 
ence of  export  rates  on  a  lower  basis  and  the  application  of  a 
lower  basis  elsewhere  in  the  United  States  is  necessary  to  war- 
rant a  condemnation  of  the  rates  as  applied  to  complainants' 
shipments." 

The  foundation  of  the  complainants'  case,  the  examiner  said, 
so  far  as  discrimination  and  prejudice  were  concerned,  was  not 
the  level  of  the  export  rates  east  of  the  river  (Mississippi),  as 
compared  with  those  west  of  the  river,  but  the  fact  that  east 
of  the  river  export  rates  were  not  less  than  the  domestic  rates, 
whereas  west  of  the  river  there  was  a  difference. 


DISTRIBUTION  OF  COAL  CARS 

A  recommendation  that  the  Commission  specifically  con- 
demn rule  4,  of  CS-31,  revised,  as  unreasonable  and  unduly  pre- 
judicial against  joint  coal  mines  because  it  does  not  give  rea- 
sonable recognition  to  the  natural  advantages  of  such  mines, 
has  been  made  by  Examiner  William  P.  Bartel,  in  a  report  on 
No.  12363,  Bell  &  Zoller  Coal  Co.  et  al.  vs.  Baltimore  &  Ohio 
Southwestern  et  al.,  and  No.  12399,  Vigo  Mining  Co.  et  al.  vs. 
Pittsburgh,  Cincinati,  Chicago  &  St.  Louis  et  al.  In  its  place 
he  recommends  an  order  requiring  the  carriers  to  observe  the 
distribution  rule  laid  down  by  the  Commission  in  the  Illinois 
case,  25  I.  C.  C.  286,  decided  December  3,  1912.  That  rule,  as 
restated  in  Bartel's  report  provides  a  basis  as  follows:  On 
days  when  the  joint  mine  orders  cars  from  only  one  carrier  it 
shall  have  cars  based  upon  its  full  rating  from  that  carrier;  on 
days  on  which  it  orders  cars  from  two  carriers  its  rating  on 
each  of  such  carriers  shall  be  75  per  cent  of  its  full  rating;  on 
days  on  which  it  orders  cars  from  three  carriers  its  rating  on 
each  of  such  carriers  shall  be  50  per  cent  of  its  full  rating;  and 
on  days  on  which  it  orders  cars  from  four  carriers  its  rating 
on  each  of  such  carriers  shall  be  37.5  per  cent  of  its  full  rating, 
subject  to  the  limitation  that  it  shall  not  on  any  day  be  sup- 
plied with  cars  in  excess  of  its  gross  daily  rating. 

That  limitation  forbidding  the  furnishing  of  cars  in  excess 
of  its  gross  daily  rating  was  put  in  at  the  suggestion  of  the 
complaining  coal  mine  operators.  The  complainants  in  this 
case  have  mines  in  Illinois  and  Indiana. 

Bartel  recommended  an  order  requiring  the  carriers  to  flle 
the  rule  as  a  tariff  publication  to  be  observed  with  the  same 
degree  of  fidelity  as  the  law  requires  them  to  observe  rates  for 
transportation.  He  said  that  while  the  Commission  had  not 
heretofore  required,  by  general  or  special  orders,  that  regula- 
tions with  respect  to  car  service  be  filed  with  it  as  tariff  pub- 
lications, all  parties  agreed  that  if  the  rules  and  regulations 
(Continued  on  page  136) 
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THE  GENERAL  RATE  INQUIRY 

Tlu  Tnfc  World  W«tki*gto«  Burta* 

The  more  or  less  popular  notion  that  the  troubles  of  the 
railroads  are  largely  due  to  the  waste  of  transportation  repre- 
sented by  the  mileage  of  private  cars  of  railroad  officials,  by 
the  traveling  done  by  railroad  directors  on  their  passes  when 
they  are  not  on  errands  for  the  railroads,  and  by  their  failure 
to  have  the  most  efficient  engines  and  equipment,  was  attacked 
by  Daniel  Willard,  president  of  the  Baltimore  &  Ohio,  and  Sam- 
uel M.  Felton,  president  of  the  Chicago  Great  Western,  at  the 
afternoon  session,  January  11,  In  the  Commission's  general  rate 
Inquiry. 

.Mr.  Willard  was  supposed  to  have  finished  at  the  session  of 
the  preceding  day,  but  he  was  recalled  to  answer  questions  which 

missioners  Esch  and  Lewi*  had  in  mind  and  because  Mr. 
Felton  was  not  ready  to  proceed.  In  his  formal  statement,  pre- 
ceding the  questions  put  by  the  two  commissioners  about  private 
ears  and  passe*,  Mr.  Willard  had  said  that  the  troubles  of  the 
railroads  could  not  be  eliminated  by  the  saving  of  lead  pencil*, 
and  that  economies  that  would  result  from  better  engines 
and  better  track*  could  not  be  accomplished  because  such  things, 
known  to  be  desirable,  call  for  expenditure*  of  capital  the  rail- 
roads are  not  able  to  obtain. 

Answering  a  question  by  Commissioner  Esch.  Mr.  Willard 
laid  he  could  not  say  there  was  no  loss  on  account  of  passe* 
and  private  cars,  but  he  was  sure  it  was  a  small  one.  Passes,  he 
•aid.  were  issued  only  to  those  entitled  to  receive  them,  and 
they  were  used  on  train*  that  had  to  be  run.  even  if  there  were 
not  passengers  enough  to  Oil  them.  A*  to  private  car*  of  offi- 
cer*, he  said  they  were  office*.  Hi*  mail  1*  delivered  to  hi*  car, 
be  said,  and  that  is  where  he  doe*  hi*  work  when  he  I*  away 
from  hi*  office  in  Baltimore. 

A*  to  passes  for  director*,  be  said,  it  I*  the  policy  of  the 
Baltimore  ft  Ohio  to  get  representative  men  to  serve  a*  directors, 
even  If  they  are  not  heavy  stockholders.  He  referred  to  Robert 
Garrett  of  Baltimore  and  John  G.  Shedd  of  Chicago  a*  men  of 
that  character.  They  give  the  company  the  benefit  of  their 
business  experience  and  render  service*  of  much  greater  value 
than  the  $20  they  receive  for  attending  the  meeting*  of  directors, 
be  said.  They  are  legally  and  morally  responsible  for  the  opera- 
tion of  the  railroad*  even  to  the  extent  of  having  to  defend 
themselves  against  indictment*.  Mr.  Shedd,  be  said,  come*  from 
Chicago  to  attend  the  meeting*  of  the  board  of  directors  and 
gets  $20  for  that  service. 

"I  think  he  Is  the  cheapest  employe  the  Baltimore  *  Ohio 
has."  *ald  Mr.  Willard.  "He  ha*  a  pa**.  Should  be  ask  for  the 
use  of  a  private  car.  which  he  never  has,  I  would  think  he  had 
earned  It." 

Commissioner  Lewi*  said  that  Commissioner  Evh  and  he 
had  asked  the  question*  because  there  was  a  popular  Impression 
that  passe*  and  private  car*  and  the  salaries  of  high  official*  con- 

ited  a  big  drain  on  the  revenue*  of  the  railroads.  Mr.  Wil- 
lard said  be  knew  that  was  a  fact  because  be  had  been  reading 

newspapers  and  the  magazines.     He  recalled,  he  said,  that 

Price  had  written  an  article  pointing  to  the  saving 

'  7.000.000  freight  car  mile*  a*  a  notable  achievement  of  the 

Railroad  Administration  In  the  operation  of  the  railroads  under 

one  control. 

•*a*  an  achievement  and  I  am  not  criticizing  Mr.  Price 
for  having  written  It."  said  Mr.  Willard.  "but  when  such  things 
arc  -he  public  should  have  an  opportunity  to  appraise 

the  relative  value.  Seventeen  million  freight  car  mile*.  It  hap- 
pens, constituted  only  three  hundredth*  of  one  per  cent  of  the 
total  number  of  freight  car  miles  In  that  year. 

"The  solution  of  the  problem*  confronting  the  railroad*  I*  not 
to  b«  accomplished  by  such  economy.  They  are  desirable,  but 
they  are  not  controlling." 

In  answer  to  suggestions  for  economy  and  efficiency.  Mr. 
Willard  said  that  studies  of  that  kind  are  going  on  all  the  time 
and  that  the  railroad*  avail  themselves  of  all  suggestions  It  Is 
poulble  for  them  to  use.  To  Illustrate  his  point,  he  said  that 
superheater*  on  engine*  were  savers  of  fuel.  One  thousand  of 

twenty-six  hundred  engines  on  the  Baltimore  It  Ohio  are 
*o  equipped,  he  said.  It  would  be  desirable,  he  said,  to  equip  the 
rest  of  them,  but  to  attach  a  superheater  co*t»  from  twenty-five 

•Ired  to  three  thousand  dollars,  and  neither  the  Baltimore  * 

>  nor  any  other  average  railroad  ha*  the  money  that  would 
be  needed.  Brick  arches  and  superheater*  on  all  their  locomo- 

i  wniiir)  ranse  an  additional  saving  of  $750.000  for  fuel  alone, 
bat  they  would  cost  $2.000.000.  Enlarged  bridges  to  enable  the 
management  to  use  the  most  efficient  locomotive*  would  also 
cause  a  large  saving,  but  enlargement  of  the  bridges  would  cost 
$$.000.000.  The  saving  of  one  scoop  of  coal  for  each  mile  a 

«ht  locomotive  steamed,  he  said,  would  mean  $500.000  a  year 
to  the  B.  ft  O. 

"We  pay  $50.000  a  voar  for  a  supervising  force  to  advise 
?  about  careful  flrinK."  «aid  Mr.  Willard.    "We  have  been 

;rlzed  for  having  too  many  supervisors,  but  we  don't  think 

what  extent  do  directors  travel  on  passes  when  not  on 
company  business?"  asked  Commissioner  Lewi*. 


"I  don't  know." 

"Is  it  true  that  New  York  bankers  have  passes  over  prac- 
tically all  roads?" 

"That  is  not  true  as  to  the  B.  &  O.,"  said  Mr.  Willard. 

Mr.  Willard,  in  answer  to  questions  by  Commissioner  Lewis, 
said  he  did  not  think  that  a  reduction  in  the  passenger  fares 
from  3.6  to  3  cents  a  mile  would  result  in  such  a  stimulation  of 
business  as  to  make  good  to  the  railroads  the  loss  that  would 
result  from  obtaining  a  smaller  sum  for  each  mile.  He  said 
that  if  the  business  remained  at  the  same  volume  as  in  the  past 
year  the  reduction  in  gross  revenue,  he  had  been  informed,  would 
be  $280,000,000.  He  was  surprised  that  the  sum  was  so  large. 

"How  about  5,000-mile  interchangeable  books?"  asked  Com- 
missioner Lewi*. 

"Why,  that  would  be  preference  for  the  man  who  can  afford 
to  buy  transportation  5.0UO  miles  at  a  time  instead  of  20  miles 
when  he  is  ready  to  travel,"  said  Mr.  Willard.  "That's  the  kind 
of  preference  we  have  been  trying  to  get  away  from,  isn't  it?" 

Mr.  Willard  said  he  could  not  believe  that  the  six-tenths  of 
a  cent  a  mile  was  holding  back  business. 

"But  it  is  said  that  six  mills  is  driving  business  to  automo- 
biles," said  Mr.  Lewis,  repeating  one  of  the  arguments  of  the 
traveling  men. 

'Then  business  isn't  being  held  back,"  retorted  Mr.  Willard, 
"if  the  traveling  men  are  using  some  other  method  of  trans- 
portation.;' 

A*  to  a  ten  per  cent  reduction  In  coal  rates,  Mr.  Willard 
said  that  would  cost  the  Baltimore  &  Ohio  Railroad  $6,000,000  a 
year  deduction  from  Its  net  income,  because  48  per  cent  of  its 
tonnage  was  coal,  which  produces  one-third  of  the  revenue.  He 
said  the  twenty-five  per  cent  reduction  in  export  rates  on  steel 
had  caused  no  stimulation,  but  perhaps  it  was  too  soon  to  know 
what  effect  that  would  have  on  business.  Mr.  Willard  said  that 
last  year  the  Baltimore  ft  Ohio  had  paid  out  $8.000,000  for  police 
protection  to  prevent  thievery  In  it*  freight  yards.  That  observa- 
tion was  made  by  him  because  the  day  before  Mr.  Alshton  could 
not  answer  Commissioner  Esch,  who  asked  how  much  money 
the  railroads  had  to  pay  out  for  policing  freight  yards  because 
cities  and  states  will  not  detail  police  officers  for  such  duties. 

Mr.  Felton  said  the  western  railroads  were  now  suffering 
from  the  greatest  decline  In  freight  and  passenger  business 
ever  known.  They  are  suffering  relatively  more  than  railroads 
in  other  parts  of  the  country  and  the  appearance  of  improve- 
ment In  their  net  income  Is  due,  he  said,'  almost  wholly  to  de- 
ferred maintenance.  Like  Mr.  Willard,  he  said,  the  public  had 
been  milled  into  error  a*  to  the  effect  of  economies.  It  was 
impossible,  he  Mid.  to  estimate  what  could  be  accomplished  by 
more  efficient  method*  and  economies  in  a  given  length  of  time. 
because  economy  and  efficiency  were  matters  of  growth.  To 
enforce  hi*  point,  he  said  that  If  all  the  economies  In  the  way  of 
more  efficient  engines  and  better  firing  could  be  carried  out  the 
saving  In  one  year  would  be  only  $174,980,000,  Instead  of  the  bil- 
lion or  more  that  had  been  loosely  estimated. 

"I  have  no  hesitation  in  saying  that.  In  my  opinion,  railroad 
management  Is  as  vigilant  and  resourceful  as  In  any  other  line 
of  human  endeavor,"  said  the  witness.  He  said  that  train  and 
car  loading  had  declined  In  this  period  of  depression  as  In  all 
others  because  shippers  do  not  do  business  In  as  big  units  at  a 
time  like  this  as  they  do  In  more  nearly  normal  conditions.  He 
said  he  had  hoped  that  business  would  pick  up  after  January  1. 
but  that  the  earnings  on  bis  road  for  the  first  week  of  the  new- 
year  had  not  shown  any  Improvement. 

"In  making  the  agricultural  reduction  that  recently  became 
operative  the  carriers  have  gone  to  the  absolute  limit,"  said 
Mr.  Felton,  "and  no  further  reductions  sufficient  to  have  any 
>-ff<ft«*  traffic  can  be  made  without  reductions  in  costs  except  at 
the  risk  of  threatening  insolvency  of  the  railroads.  Capital  ex- 
penditures should  be  made  now,  although  there  Is  comparatively 
little  business.  Economies  should  be  planned,  although  they 
are  not  now  possible,  because  they  require  capital." 

Speaking  of  the  rate  of  return  after  March  1,  Mr.  Felton  said 
It  was  the  opinion  of  railroad  executives  that  there  had  been  no 
change  In  conditions  warranting  a  rate  less  than  the  six  per  cent 
now  provided.  He  said  there  could  be  no  greater  blow  to  the 
carrier*  than  a  decision  of  the  Commission  fixing  a  rate  lower 
than  six  per  cent. 

"Six  per  cent."  said  the  witness,  "should  be  regarded  as  an 
average.  The  railroads  should  be  allowed  to  earn  enough  in 
good  year*  to  enable  them  to  pay  six  per  cent  In  poor  ones." 

In  answer  to  a  question  by  Commissioner  Lewis,  Mr.  Felton 
said  that  an  investigation  by  him  showed  that  15  railroads  In  the 
western  district  were  paying  section  men  and  shop  men  at  the 
rate  of  $60.000.000  more  than  the  going  rate  of  wages  for  similar 
labor  In  the  section  where  they  operate. 
Byram  on  the  Stand 

Economies  and  bargains  constituted  a  large  part  of  the  text 
used  by  President  H.  E.  Byram,  of  the  Chicago.  Milwaukee  ft 
St  Paul,  In  his  testimony  at  the  morning  session,  January  13. 
He  went  at  length  Into  economies,  apolglzlng  to  the  railroad 
men  for  mentioning  things  that,  to  them,  might  seem  common- 
place and  trivial  because  they  all  knew  about  them  and  re- 
garded them  merely  a*  small  details  of  their  dally  work.  But, 
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be  said,  the  public,  apparently,  did  not  know  about  them  and 
that  fact  constituted  justification  for  his  mention  of  them.  He 
said  he  was  glad  to  present  data  to  show  that  the  railroads  gen- 
erally, and  the  Milwaukee  in  particular,  for  he  could  speak  with 
authority  respecting  it,  lost  no  time  in  adopting  economical 
practices  not  confining  their  economy  efforts  to  pay  roll  reduc- 
tions to  meet  the  situation  created  by  the  business  slump.  He 
compared  1920  with  1916,  and  also  presented  data  for  the  first 
ten  months  in  1921,  as  to  operating  revenues  and  expenses.  His 
chief  effort,  however,  was  to  show  that  the  general  charge  of 
wastefulness,  often  made  against  the  railroad  management  of 
the  country,  was  not  true. 

In  1920  the  operating  revenue  was  only  156,063,822  greater 
than  in  1916,  while  the  increase  in  expenses  was  $89,937,562, 
showing  a  loss  in  the  net  operating  revenue,  1920  compared  with 
1916,  of  133,873,000,  he  said.  In  the  ten  months  of  1921  the 
revenue  was  $15,785,000  less  than  in  the  corresponding  months 
of  1920.  The  reduction  in  expenses,  however,  was  $31,191,000,  so 
that  the  net  operating  revenues  showed  an  increase  over  the 
corresponding  ten  months  of  1920  of  $15,406,000. 

From  1916  to  1920,  there  was  an  increase  in  the  pay  roll  of 
$60,666.000  or  127.7  per  cent.  During  the  first  ten  months  of 
1921  there  was  a  decrease  of  $26,225,000  in  the  pay  roll,  a  de- 
crease of  27.8  per  cent.  That  decrease,  he  said,  was  the  result 
of  most  drastic  efforts  to  bring  expenses  somewhere  near  the 
relation  they  should  bear  to  the  revenue. 

But,  great  as  the  reduction  in  the  pay  roll  was,  it  was  only 
about  equal  to  the  decrease  in  the  volume  of  business  as  meas- 
ured by  net  ton  milqs,  he  said.  All  the  usual  measures  of  effi- 
ciency, such  as  increased  train  loading,  increased  car  loading, 
decreased  locomotive  miles,  ton-miles  per  ton  of  fuel,  etc.,  were 
of  no  effect,  Mr.  Byram  said,  in  the  ten  months  of  1921,  nor 
in  the  whole  of  1920,-  to  overcome  the  adverse  tendency  caused 
by  the  increased  cost  of  labor  and  materials. 

In  answer  to  questions  by  Charles  E.  Elmquist,  Mr.  Byram 
went  more  into  detail  about  the  electrification  of  part  of  the 
Milwaukee  road.  He  said  an  electric  motor  costs  three  times  as 
much  as  a  steam  locomotive  but  it  does  three  'times  as  much 
work  and  its  upkeep  is  only  one-third  that  of  a  steam  locomo- 
tive. The  same  number  of  men  are  used  on  a  motor  as  on  a 
steam  locomotive. 

The  reduction  of  $30,000,.000  in  expenses,  1921  compared 
with  1920,  was  made  possible,  the  witness  said,  in  part  by  Laboi 
Board  decision  No.  147,  effective  July  1.  That  gave  relief  to  the 
Milwaukee  to  the  extent  of  $3,000,000. 

"In  this  connection,"  said  Mr.  Byram,  "I  would  like  to  say 
that  we  have  felt  that  the  federal  control  of  wages,  while  doubt- 
less stabilizing  in  its  influence  on  strikes  and  lockouts,  has 
prevented  the  adjustment  of  wages  to  suit  economic  conditions 
by  establishing  inflexible  rates  of  pay  that  during  the  past  year 
have  been  greatly  out  of  line  with  current  rates  paid  in  other 
neighboring  industries  and  these  high  wages,  coupled  with  the 
inflexible  rules  governing  the  method  of  performing  details  of 
work,  particularly  in  shops  and  round  houses,  have  greatly  and 
unnecessarily  increased  the  cost  of  railroad  operation.  As  labor 
constitutes  the  greater  part  of  operating  expenses,  this  factor 
has  been  the  principal  cause  of  the  decrease  in  net  income  of 
the  railroads,  and  until  the  conditions  are  chanced  it  wi'l  have 
the  effect  of  interfering  greatly  with  the  possibility  of  increas- 
ing net  income  by  greater  efficiency  and  economy  in  manage- 
ment. 

"As  an  evidence  of  this  we  estimate  that  this  railroad,  if  per- 
mitted to  pay  the  going  rate  in  outside  industries,  would  have 
saved  in  the  last  year  about  $7,250,000  in  its  mechanical  de- 
partment and  $1,750.000  for  track  labor  alone  in  the  maintenance 
of  way  department." 

Through  the  co-operation  of  employes  and  officers,  savings 
amounting  to  thousands  of  dollars  are  being  affected  on  the  Mil- 
waukee, Mr.  Byram  said. 

From  the  reclaiming  of  waste  material  alone  $2,268,000  has 
been  realized  in  the  past  two  years,  while  during  the  same 
period  more  than  $5,400,000  has  been  realized  from  the  sale  of 
crap.  This  work  is  being  carried  out,  Mr.  Byram  said,  through 
:ommittees  composed  of  officers  and  employes  of  that  road.  In 
the  ten  months  of  1921,  he  said,  reclamation  has  saved  the 
purchase  of  $687,802  worth  of  materials  and  scrap  sales  have 
amounted  to  $1,108,585. 

As  a  result  of  the  organization  of  such  a  committee  two 
years  ago  to  study  the  use  of  forms,  blanks  and  general  sta- 
tionery, he  testified  that  the  company  had  been  able  to  dispense 
with  a  large  number  of  forms,  thus  reducing  the  amount  annually 
expended  for  these  purposes. 

"To  create  greater  interest  in  the  economical  operation  of 
the  property,"  he  testified,  "a  campaign  was  inaugurated  in  1920 
towards  the  elimination  of  all  waste,  the  reclaiming  of  all  usable 
aterial,  the  use  of  second-hand  material  for  repairs  instead  of 
3w,  the  saving  and  segregating  of  all  scrap  material,  and  em- 
i  in  every  department  were  requested  to  furnish  their  su- 
•ior  officers  monthly  a  letter  outlining  suggestions  that  oc- 
curred to  them  whereby  a  saving  In  material  and  labor  could 
accomplished.     The  employes  were  also  asked  to  include  in 
monthly  letters  specific  cases   where  economy  had   been 


practiced  by  them  in  labor  or  material,  so  that  the  benefit  of 
any  new  idea  could  be  passed  around  to  other  employes. 

"The  response  received  to  the  request  above  outlined  was 
very  satisfactory  and  thousands  of  letters  have  since  been  re- 
ceived from  employes  outlining  the  savings  they  have  ac- 
complished, and  many  good  suggestions  also  are  contained  in 
their  reports.  On  receipt  of  the  savings  letters  from  the  em- 
ployes, the  local  officers  acknowledge  their  receipt  and  the  em- 
ployes are  commended  for  any  activity  which  has  conserved 
material  or  labor." 

Through  similar  efforts,  increased  conservation  of  fuel  had 
been  brought  about  whereby  the  average  number  of  pounds  of 
coal  required  to  move  a  locomotive  one  mile  in  the  freight  serv- 
ice was  220  pounds  for  the  first  ten  months  in  1921,  compared 
with  260  pounds  for  the  year  1919. 

S.  O.   Dunn   Testifies 

A  progressive  decline  in  railway  development  in  the  United 
States  as  measured  by  miles  of  line  and  cars  and  locomotives 
ordered  and  built  in  recent  years  was  shown  in  testimony  at  the 
afternoon  session  by  Samuel  0.  Dunn,  editor  of  the  Railway  Age, 
based  on  statistics  compiled  by  that  paper  and  official  reports 
of  the  Commission.  This  decline,  Mr.  Dunn  showed,  has  been 
accentuated  since  the  war  and  by  1920  there  was  an  actual  re- 
duction in  the  mileage  of  line  and  in  the  number  of  locomotives 
and  freight  and  passenger  cars  in  service,  but  the  decline  in  the 
annual  rate  of  increase  had  begun  long  before  the  war. 

In  each  of  the  last  five  years  the  mileage  of  railroad  line 
abandoned  in  the  United  States  has  exceeded  the  mileage  of 
new  line  built,  Mr.  Dunn  said,  and  in  1921  the  mileage  of  new 
line  and  the  cars  and  locomotives  ordered  were  less  than  in 
almost  any  previous  year  in  railway  history.  The  new  rail- 
road mileage  built  in  1921  was  475  miles,  or  less  than  has  been 
reported  in  any  previous  year  except  1920,  when  only  314  miles 
were  built.  In  the  four  years  ending  with  1901  the  new  mileage 
averaged  4,524  miles  a  year;  in  the  four  years  ending  with  1905, 
the  average  was  4,974  miles;  in  the  four  years  ending  with  1909 
it  was  4,449  miles;  in  the  four  years  ending  with  1913,  3,314 
miles;  in  the  four  years  ending  with  1917,  1,135  miles  and  in 
the  four  years  ending  with  1921,  549  miles. 

For  the  five  years,  1917  to  1921,  inclusive,  the  mileage  of 
railroad  abandoned  in  the  United  States  totaled  4,989  miles,  Mr. 
Dunn  said,  of  which  1,714  miles  represented  track  actually  torn 
up  and  the  balance  represented  mileage  on  which  operation  was 
suspended.  In  1921  operation  was  suspended  on  1,409  miles,  217 
miles  of  line  were  actually  torn  up,  and  authority  was  asked 
of  regulating  authorities  to  abandon  575  miles.  The  Commission 
during  the  year  ending  October  31  issued  certificates  authorizing 
the  construction  of  405  miles  of  new  line  and  the  abandonment 
of  702  miles.  Mr.  Dunn  also  quoted  from  Commission  records, 
which  showed  a  decrease  in  the  total  mileage  of  railroads  owned 
in  the  United  States  from  254,251  in  1916  to  253,708  in  1920. 

The  number  of  locomotives  in  service  on  the  railways  of 
the  United  States  increased  7,378  in  the  four  years  ended  with 
1913,  Mr.  Dunn  said,  but  only  473  in  the  four  years  ended  with 
1917  and  617  in  the  four  years  ended  with  1920.  The  number 
built  for  service  in  the  United  States  and  Canada  in  1921  was 
1,185,  or  less  than  the  number  built  for  the  United  States  alone 
in  any  year  since  1897. 

The  average  number  of  locomotives  built  annually  in  the 
United  States  and  Canada  in  the  four  years  ending  with  1909 
was  4,319,  in  the  four  years  ending  with  1913  it  was  4,137;  in 
the  four  years  ending  with  1917  it  was  2,126  and  in  the  fouil 
years  ending  with  1921  it  was  2.259.  The  number  of  locomotives 
ordered  in  1921  for  service  in  the  United  States  was  239,  which 
is  the  smallest  number  ever  reported,  except  in  1919,  when  it 
was  214.  The  average  number  of  locomotives  ordered  annually 
for  21  years  has  been  3,225,  while  the  average  number  ordered 
annually  during  the  last  4  years  was  only  1,384. 

As  to  freight  cars,  Mr.  Dunn  showed  that  the  average  num- 
ber built  for  the  United  States  for  the  six  years  ending  -with' 
1904  was  123,256.  In  the  five  years  ending  with  1904  It  was 
111,824  and  in  the  four  years  ending  with  1921  it  was  only  65,- 
823.  The  number  built  in  1921  was  only  40,292,  which  Is  the 
smallest  number  ever  reported  since  the  Railway  Age  began  to 
compile  the  statistics  in  1899.  In  1906  and  1907  alone,  Mr.  Dunn 
said,  the  number  built  was  516,667.. 

The  number  of  passenger  cars  built  in  1921  for  use  in  the 
United  States  was  1,275,  the  smallest  number  ever  reported  ex- 
cept In  1920  and  1919,  and  the  number  of  new  passenger  cars 
ordered  during  the  year  was  only  246. 

In  response  to  questions  by  Commissioner  Lewis,  Mr.  Dunn 
said  that  the  statistics  he  had  submitted  showed  that  railroads 
were  not  keeping  abreast  of  the  growth  of  other  industries.  He 
also  expressed  the  belief  that  if  a  normal  demand  developed 
the  railroads  would  not  be  in  position  to  meet  it. 

"Why  haven't  the  railroads  ordered  equipment?"  asued 
Commissioner  Lewis. 

"Because  they  have  not  had  the  money,"  replied  Mr.  Dunn, 
adding  that  if  they  go  on  as  they  have  they  will  be  unable  to 
handle  the  business  of  the  country. 

President  Chandler  of  the  National  Industrial  Traffic  League 
inquired  as  to  what  the  railroads  had  done  in  the  way  of  cut- 
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ting  out  "loafing"  on  the  part  of  freight  cars  and  In  cut'lng 
down  the  time  a  freight  par  is  in  transit.  Mr.  Dunn  believed  that 
<hat  situation  would  require  large  expenditures  for  1m- 
prm»-<l  Terminals  Mr  Chandler  also  inquired  as  to  whether 
the  witness  thought  then-  had  been  any  improvement  in  the 
speeding  up  ot  freight  cars.  Mr.  Dunn  .said  a  large  Increase  in 
mile*  per  car  day  depended  principally  on  improvement  in  ter- 
minals. Mr.  Chandler  asked  whether  the  limit  of  efficiency  in 
the  handling  of  care  after  they  had  been  turned  over  to  the  car- 
riers by  the  shippers  had  been  reached,  and  Mr.  Dunn  said  a 
great  effort  had  been  made  to  Increase  the  car  miles  per  day. 
He  said  he  believed  one  great  difficulty  was  that  the  railroad? 
received  can  from  connections  faster  than  they  could  handle 
them,  and  he  referred  to  the  use  of  embargoes  and  permits  to 
meet  that  situation.  He  said  the  embargo  and  permit  systems 
were  used  during  federal  control  but  that  the  movement  of  cars 
was  not  Increased  thereby. 

Shriver  and    Mapother 

Responding  to  a  previous  inquiry  by  Commissioner  Lewis 
relative  to  the  relationship  of  coal  traffic  to  all  freight  traffic, 
Vice-President  Shriver  of  the  B.  £  O.  submitted  a  statement 
showing  that  on  the  B.  &  O.  in  1921  the  per  cent  that  coal  and 
coke  tonnage  was  of  total  tonnage  was  52.6  per  cent:  that  the  total 
revenue  from  coal  and  coke  traffic  was  $54.369.816  aa  compared 
with  |15«,739.118  for  all  freight,  the  per  cent  being  34.7  per  < 
These  figures  were  based  on  actual  figures  and  estimates  for 
part  of  December.  For  the  eastern  district  of  the  United  States 
Mr.  Shriver  submitted  the  following: 

The  ton*  of  coal  and  coke  traffic  chipped  during  the  1!  month* 
ended  September  M.  1*21,  a»  shown  by  the  quarterly  reports  published 
t-y  the  Interstate  Commerce  OaounlMioa  ware  a*  follow*: 

Eutern  DUtrict     fnlted  State* 

Ton*— Anthracite   Coal    ...  7S.SXSJM  M.J»».37« 

Ton*— Bltumlnou*    Coal  :tJ.J14.071  IM.SM.041 

TofU— Coke  .      ll.4d.9M  14.041.412 


Ton* — Coal   and  Coke 


Too*— All    Krel«ht    ... 

I'er  cent  Bltumlnou*  Coal  1«  of  Total 

TonnaK*' 
I*r  cent  Coal  and  Coke  I*  of  Total 


J10.004.UJ 
M7.2J4.H4 
IS. 4 


41S.212.S41 

l.OJJ.912.207 

11.2 


Tonnaa-e  40.  ( 

The  revenue  U  not  kept  •»par»t-  for  coal  traffic  for  either  tl..- 
Eastern  District  or  the  I'nlted  State*.  fnder  the  direction  of  th. 
Interstate  Commerce  CommlMUm.  •  *peclal  *tuily  wa*  made  of  car 
load  traffic  for  the  month  of  April.  l»20.  IU*«d  on  the  re*ult*  of 
thin  itudy.  and  takinr  account  of  the  Increase  In  rate*  In  K*  Part* 
74.  the  average  revenue  per  ton  of  coal  (hipped  la  estimated  to  be 
fl.27.  or.  aay.  roundly.  12.23  prr  ton. 

Applylnc  thl*  rate  per  ton  10  the  bltumlnou*  coal  tnnnace  for 
the  12  month*  to  September  10.  1*21.  produce*  the  following  reault*: 

12  Month*  to  S.-[.t.-int-T  10.  1*21 
Ka»t.-rn  IHnlrirt         Knlted  State* 

Tonnaaw  of  Bltumlnou*  Coal   ..        Ils.JM.87:  M0.224.04J 

Tonnage  of   All   Freight  I  1.022.J12.207 

Per   cent    Bltumlnouii    Coal 

I*   of    Total    ToniUK  W.4  SI  > 

Revenue  from  Bituminous  Coal      1 1*1.231. M2  I72fl.41&.0*« 

Revenue  from  All   KtrlK  I«.1».*SJ  II  I51.0J«.«A5 

cent    Bltumlnou*    Coal 
revenue  1*  of  Total  Ton- 

na«e    241  17.1 

Paa»d  on  the  traffic  handled  during-  the  twelve  month*  to  Septem- 
ber M.  1*21.  which  aa  a  whole  wa*  a  period  of  marked  d«prea*lon 
In  bualnew.  the  effect  of  a  reduction  of  1  per  cent  In  bltumlnou* 
coal  ratea  wouM  reduo*  revenue*  In  the  Eastern  Dlitrlrt  approximately 
t4.M2.Mt. 

And  the  raault  ot  a  14)  per  cent  reduction  In  bltumlnou*  coal  rate* 
would  reduce  the  (TOM  revenue  and  corre*pondlnfly  lower  the  n.-( 
revenue*  of  the  Kaatern  carrier*  (which  for  th»  twrlvr  month*  end«-l 
September  M.  lilt,  were  (S22S.t71.000)  by  IIMJO.OOO  or  21.5  per  < 

To  meet  the  lou  In  net  revenue  4ue  to  auch  a  10  p*r  cent  reduc- 
iltumlnoui    coal    rate*    would    require    thf    production    and 
movement  of  an  additional  tonnage  In  th*  Kantf m  I>l»trlct  at  approxl' 
mately  4«.»tO.OOO  tana. 

u  1..  Mapother.  president  of  the  Louisville  *  Nashville, 
speaking  for  the  roads  In  the  Southern  district,  said  the  rail- 
roads had  been  required  to  conserve  their  revenues  to  an  un- 

nble  degree.     In  the  year  ended  October  1,  1921.  the  ro&ds 

he  Southern  district,  he  said,  earned  1.8  per  cent  on  their 
Investment. 

Rates  cannot  be  reduced  without  a  very  material  reduction 

Derating  costs,  said  he.  and  the  latter  cannot  be  produced 
without  the  modification  of  the  rates  of  pay  and  working  con- 
dition*. 

"Any  arbitrary  or  premature  reduction  of  the  revenues  of 
the  carriers  would  certainly  prove  ruinous  to  the  general  busi- 
ness Interest*."  he  continued. 

"Railroad  transportation,  more  than  any  other  single  factor, 
served  to  make  this  country  great  and  to  create  Its  unrivaled 
prosperity.  The  Initiative  and  resourcefulness  of  tne  railroads 
produced  for  America  the  best  and  most  economical  transpor- 
tation system  of  the  world  and.  with  a  reasonable  restoration 
of  opportunity  such  pre-eminence  can  be  re-established  and 
transportation  may  again  be  made  the  cheapest  commodity  es- 
sential to  oar  commercial  progress,  continuing,  of  course,  as  it 
in  now.  far  below  like  costs  in  other  countries." 

Mr    Mapnther  said   present    conditions  of  business  did  not 

jnxilfy  an  optimistic  expectation  for  an  early  commercial  revival. 

by    the   net    railway    operating    revenue    of 

taMhern  carriers   for  the  four  months'  period   *lnce  the  wage 


reduction,  from  July  1, 1921,  to  October  31,  1921,  the  yield  on  the 
investment  falls  about  33  ^  per  cent  short  of  that  contemplated 
hy  law."  he  continued.  "Had  not  the  traffic  movement  in  Osto- 
tn-r  been  influenced  by  abnormal  conditions  the  deficiency  In 
the  return  on  the  investment  for  the  four  months'  period  since 
July  1,  19LM,  would  have  been  even  greater.  The  management 
of  almost  every  road  in  the  Southern  region  has  given  expres- 
sion to  a  deferred  maintenance  in  1921,  particularly  in  equip- 
ment. Had  the  full  complement  of  maintenance  been  effected, 
the  yield  on  the  investment  would  have  been  still  further  re- 
duced. 

"I  believe  that  thrifty  and  careful  administration  has  been 
practiced  to  the  maximum  extent  and  it  is  quite  evident  tlut 
the  exigencies  of  the  transportation  situation  during  the  past 
year  have  forced  the  application  of  economy  upon  a  scale  wlikli. 
if  continued  for  any  great  length  of  time,  must  ultimate!  \ 
hound  to  the  detriment  of  the  public  interest." 

Mr.  Mapother  said  wages  of  railroad  employes  should  be 
more  flexible  and  in  a  larger  degree  determined  by  the  man- 
agement. 

"In  this  way."  he  said,  "railroad  operations  will  more 
quickly  adjust  themselves  to  economic  conditions  and  the  abil- 
ity of  the  railroads  to  pay  a  given  wage  under  certain  condi- 
tions will  be  given  consideration  in  fixing  wages.  The  stand- 
ardization of  railroad  wages  is  wrong  in  principle.  There  is  no 
logical  reason  why  railroad  labor  should  not  be  amenable  to 
the  law  of  supply  and  demand  to  the  same  extent  as  labor' en- 
gaged In  other  lines  of  industrial  endeavor.  Aside  from  tni- 
dlacusslon,  however,  the  first  essential  to  increasing  the  net  in- 
come of  carriers  in  the  Southern  region  is  a  reduction  in  wases. 

"While  the  greatly  increased  cost  of  fuel  in  recent  years 
has  been  a  substantial  factor,  the  excessively  high  expenditures 
for  labor  have  presented  by  far  the  most  formidable  barrier  in 
the  way  of  smaller  costs  of  operation  and  incidentally  the  great- 
est obstacle  against  the  realization  of  a  satisfactory  Income  un- 
der the  transportation  act.  Labor  costs,  although  measurably 
modified  by  recent  revisions  in  wage  schedules  and  agreements. 
are  still  overstepping  all  bounds  of  proportion  in  comparison 
with  other  charges  and  their  absorption  of  gross  earnings  is 
yet  substantially  greater  than  was  ever  recorded  under  normal 
or  pre-war  conditions." 

Fulbright  Askt   Data 

At  the  request  of  shipping  Interest*,  put  forward  by  Ii  <' 
Fulbright,  typical  railroads  in  each  of  the  operating  districts 
created  by  the  Railroad  Administration,  during  feCeral  control. 
are  to  put  into  the  record  of  the  Commission  in  its  general  r:<i>- 
Inquiry,  data  showing  the  going  rates  of  wages  and  the  nt,.-- 
of  wages  allowed  by  the  Railroad  Labor  Board  for  similar  work 
In  railroad  service.  The  request  for  such  data  was  made  n> 
Mr.  Fulbright  after  Samuel  M.  Felton  had  said  that  Hie  Chicago 
Oreat  Western  had  had  steel  cars  repaired  in  con'raci  .M 
because  It  had  not  facilities  for  repairing  ihem  and  that  t)i<> 
work  was  done  for  one-third  of  what  ii  would  have  cost  the 
company  to  acquire  the  facilities  and  do  the  work  Itseli  H. 
estimated  that  the  saving,  generally  speaking,  was  about  one- 
third.  The  steel  cars  were  an  exception  10  the  rule. 

"The  higher  cost  in  your  own  shops  was  due  largely  to  the 
wage  scale  approved  by  the  Labor  Board,  wasn't  it?"  asked  Mr. 
Fulbright. 

"Yes,  sir,  that  Is  the  fact,"  said  the  witness.  "In  our  shops 
the  work  would  have  cost  us  on  a  certain  line  of  cars  $1,100 
per  car,  while  the  cost  in  contract  shops  was  $800." 

The  Chicago  Great  Western  had  only  five  engines  repaired 

in  contract  shops,  at  a  saving  of  thirty  per  cent.    Mr.  Fulbright 

-MkM  other  questions  based  on  an  assumption  that  if  all  tiie 

railroads  had  had  all  their  repair  work  done  in  contract  shops, 

there  would  have  been  as  great  a  saving  on  all  of  tnem. 

"Oh,  no,  do  not  understand  me  to  say  that  there  could 
have  been  a  saving  on  all  cars,"  said  the  witness.  "In  cases 
where  it  would  have  been  necessary  to  send  cars  as  revenue 
freight  there  would  not  have  been  such  a  saving  as  I  have  in- 
dicated. I  meant  the  saving  would  have  been  great  only  where 
the  contract  shops  were  right  at  hand." 

This  discussion  about  the  cost  of  making  repairs  to  cars 
followed  a  general  discussion  by  the  attorney  and  witness  of 
the  condition  of  railroad  equipment  when  It  was  returned  to  its 
owners  at  the  end  of  government  operation. 

The  cross  examination  of  Mr.  Felton  was  interjected  in  that 
part  of  the  program  because  the  remaining  witnesses  that  are 
to  be  offered  by  the  railroads   were  not  ready  to  proceed   on 
January  14.     Before  Mr.   Kelton  was  subjected  to  cross  exam- 
ination.   Commissioners    Ksch    and    Lewis   asked    Mr.    Mnpother 
many  questions  about  the  possibility  of  economies  through   the 
unification  of  terminals.     Mr.  Mapother  said  the  popular  notion 
on  that  subject  was  erroneous.     There  are  some   i 
economies  can  be  achieved  by   the  joint   use  of  teiminals.   he 
said.     In  a  majority  of  Instances,  however,  there  would   hr  no 
economy  simply  because  the  terminals  were  built  10  serve 
needs  of  a  particular  road,  without   reference  to  the  necessi- 
of  any  other  railroad,  he  said. 

Answering  Commissioner  Lewis,  who  Inquired  about  I  lie 
possibility  of  saving*  through  n  unification  of  terminals  In  Cnl 
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cago,  Mr.  Mapother  said  that  from  what  he  knew  of  that  city 
there  could  be  no  economy  without  an  enormous  expenditure  or 
capital  because  the  industrial  districts  of  that  city  were  so 
widely  separated.  With  regard  to  St.  Louis,  he  said  the  situ- 
ation was  different.  There  the  industries  are  in  a  compact  mass 
and  unified  operation,  or  a  single  terminal,  was  economical.  He 
endorsed  the  general  statement  made  by  predecessors  on  the 
stand  that  economies  can  be  achieved  by  the  expenditure  ot 
great  sums  chargeable  to  capital  account.  He  denied,  however, 
the  accuracy  of  the  popular  notion  that  the  present  machine 
.  ;m  be  operated  so  as  to  produce  great  economies. 
Felton  Cross-examined 

The  cross  examination  of  Mr.  Felton,  conducted  by  Mr.  Ful- 
bright,  Mr.  Thome,  Fayette  B.  Dow  and  Glenn  E.  Plumb,  by  no 
stretch  of  the  imagination  could  be  called  hostile,  except,  pos- 
sibly, when  Plumb,  by  the  insinuating  force  of  his  questions, 
made  it  appear  that  mine  operators  in  1920  practiced  extortion 
when  they  charged  from  $4  to  $5  per  ton  for  coal,  for  which, 
without  any  change  in  the  wages,  they  are  now  selling  for 
prices  ranging  from  $2.10  to  $2.20  per  ton. 

Mr.  Fulbright  asked  the  witness  if,  in  his  opinion,  there 
was  any  public  demand  for  increased  mileage  in  the  Western 
district. 

"Two  years  ago  I  testified  that  I  thought  there  was,"  said 
the  witness.  "I  doubt  now  whether  anything  more  is  needed 
than  the  construction  of  railroads  into  parts  of  the  country  that 
are  being  developed.  Where  the  government  is  carrying  on  a 
great  reclamation  project,  railroads  should  oe  built  to  it.  When 
a  place  like  the  Imperial  Valley  is  opened  there  is  reason  for 
new  construction.  That  does  not  mean,  however,  that  existing 
lines  should  not  be  double-tracked  and  terminals  enlarged.  I 
mean  only  that  there  is  not  much  of  a  public  demand  for  new 
lines." 

Answering  a  question  about  the  effect  of  good  roads,  the 
witness  said  that  they  brought  right  to  the  railroad,  so  to  speak, 
places  which  before  were  considered  remote. 

Mr.  Felton  subscribed  to  the  Aishton  proposition  that  when 
cars  were  on  foreign  lines  they  were  deemed  to  be  in  good  con- 
dition so  long  as  it  is  possible  to  run  them.  When  they  get  to 
their  home  lines,  he  said,  they  are  found  to  be  in  bad  condi- 
tion. That  difference  in  reports  of  condition  he  ascribed  to  the 
desire  of  a  railroad  that  had  a  foreign  car  on  its  hands  to  use 
it  to  its  limit  because,  whether  loaded  or  empty,  per  diem  must 
be  paid.  So  long  as  a  road  can  find  employment  for  a  foreign 
car  it  is  kept  in  service.  When  there  is  no  work  for  it  to  do, 
he  said,  it  is  hurried  home  so  as  to  stop  the  running  of  per 
diem.  Besides  the  rules  of  the  Master  Car  Builders  require  only 
light  repairs  to  be  made  to  foreign  cars.  The  Railroad  Ad- 
ministration, he  said,  had  a  rule  that  repairs  should  be  made 
only  on  running  and  draft  gear. 

"In  the  test  period  before  federal  control,"  Mr.  Felton  said, 
"the  Chicago  Great  Western  had  a  car  supply  so  nearly  balanced 
that  it  had  a  credit  balance  of  $110,000  a  year.  During  federal 
control  only  25  per  cent  of  its  cars  were  on  its  own  lines.  When 
the  slump  in  business  came  our  cars  came  back  to  us  in  great 
numbers,  but  40  per  cent  of  them  were  in  bad  order.  We  made 
repairs  to  box  cars  that  cost  as  much  as  $1,500.  The  Railroad 
Administration  had  a  rule  requiring  foreign  line  car  repairs 
to  be  limited  to  repairs  to  draft  and  running  gear.  We  re- 
garded that  as  a  war  emergency  measure." 

"They  needed  about  everything,  when  they  got  home,  except 
automatic  couplers,  didn't  they?"  asked  Mr.  Fulbright. 

"Right,"  ejaculated  the  witness.  After  the  cars  came  back 
home,  at  the  end  of  fedral  control,  Mr.  Felton  said,  the  Chicago 
Great  Western  had  a  debit  balance  of  more  than  $800,000  a  year 
because,  he  said,  its  own  cars  had  to  stand  on  the  sidetracks 
v.hile  it  paid  per  diem  for  the  use  of  cars  of  other  ownership. 

As  to  coal,  Mr.  Felton  made  declarations  which  show  that 
the  railroads  in  the  west  generally  are  buying  coal  and  storing  it 
because  they  believe  there  will  be  a  strike  of  coal  miners  in  the 
spring.  They  are  paying  from  $2.10  to  $2.20  per  ton  for  it,  in 
comparison  with  prices  ranging  from  $4  to  $5  per  ton  during 
the  peak  of  prices  in  1920.  They  began  buying  coal  at  those 
prices  last  fall.  Contract  coal  is  coming  to  them  at  prices  higher 
than  that.  Some  of  the  contractors  have  cut  their  contract 
prices  so  as  to  induce  their  customers  to  take  more  than  the 
minimum  specified  in  the  contracts. 

The  benefit  of  these  low  prices,  Mr.  Felton  said,  will  not 
show  in  the  reports  of  the  railroads  until  the  railroads  use  up 
the  higher  priced  coal  bought  ahead  of  it.  Accounting  requires 
that  materials  shall  be  taken  into  the  accounts  at  what  they 
cost,  regardless  of  when  they  are  used.  In  that  same  way  the 
high  priced  materials  inherited  from  the  Railroad  Administra- 
tion were  taken  into  account,  not  when  they  were  bought,  but 
when  they  were  used.  Western  railroads,  he  said,  had  not  had 
as  large  stocks  of  high  priced  materials  turned  over  to  them  by 
the  Railroad  Administration  as  he  understood  had  been  given 
the  eastern  railroads. 

Mr.  Plumb  was  greatly  interested  in  the  observations  of 
Mr.  Felton  about  coal  prices. 

"You  are  buying  coal  for  half  what  you  paid  in  1920,"  he 
the  witness. 


"Yes." 

"The  coal  is  mined  at  the  same  labor  costs?" 

"Yes." 

"Were  you  approached  by  operators  with  a  suggestion  that 
if  you  would  help  them  reduce  their  labor  costs,  you  would  ^et 
your  coal  cheaper?" 

"I  have  no  recollection  of  anything  of  that  kind. 

"To  what  do  you  ascribe  the  lower  prices?" 

"To  market  competition.  To  the  play  of  the  law  of  supply 
and  demand,"  replied  Mr.  Felton. 

In  a  bulletin  to  members  on  the  general  rate  investigation, 
Mr.  Benton,  general  solicitor  for  the  state  commissions,  t.aid 
the  sub-committee  for  the  Western  district  was  "analyzing  the 
statistical  exhibits  presented  by  the  carriers,  particularly  re- 
lating to  the  Western  district,  and  is  preparing  data  for  the 
purpose  of  indicating  what  the  earnings  of  carriers  in  that  dis- 
trict will  be  under  normal  conditions.  Special  attention  is  also 
being  given  to  the  carriers'  contention  of  under  maintenance  of 
way,  structures,  and  equipment.  The  committee  will  also  pre- 
pare statistics  indicating  the  necessity  for  a  reduction  of  the 
passenger  rates  to  a  basis  of  three  cents  per  mile,  in  order  to 
permit  a  return  of  normal  passenger  traffic,  and  normal  rev- 
enues therefrom. 

"Owing  to  the  fact  that  few  commissions  in  the  Eastern 
and  Southern  districts  have  entered  appearances  in  this  hear- 
ing, it  has  not  been  practicable  to  arrange  similar  committees 
for  those  districts.  To  a  considerable  extent,  however,  the  work 
done  by  the  committee  mentioned  will  be  helpful  to  the  situa- 
tion generally  on  aspects  of  the  case  which  are  common  to  all 
districts." 

The  sub-committee  is  composed  as  follows:  C.  B.  Bee,  Mis- 
souri, chairman;  Harry  Slater,  Illinois;  C.  B.  Ellis,  Iowa;  B.  C. 
Smith,  Minnesota;  J.  A.  Little,  Nebraska;  V.  E.  Smart,  North 
Dakota;  J.  K.  Moore,  Oklahoma;  D.  L.  Kelly,  South  Dakota; 
L.  R.  Bitney,  South  Dakota;  J.  R.  Moore,  Texas;  O.  D.  Hudnall, 
Texas,  and  P.  E.  Schreiber,  Wisconsin. 

Thorne   Requests   Figures 

Figures  purporting  to  show  the  relative  efficiency  of  rail- 
road men  in  the  transportation  service  are  to  be  put  into  the 
record  of  the  Commission's  general  rate  inquiry  by  George  M. 
Shriver,  vice-president  of  the  Baltimore  &  Ohio,  in  charge  of 
accounting.  Comparisons  are  to  be  made  for  years  preceding 
government  control,  during  federal  control  and  since.  Shriver 
is  to  select  the  years.  The  comparison  is  to  be  made  at  the 
request  of  Clifford  Thorne,  attorney  for  agricultural  interests. 
It  was  made  during  the  course  of  a  technical  accounting  and 
statistical  cross-examination  of  Mr.  Shriver  by  Mr.  Thorne. 
The  latter  asked  if  such  figures  could  be  prepared.  Shriver  said 
they  could,  so  Thorne  asked  him  to  do  so.  The  cross-examina- 
tion ran  the  gamut  of  property  investment  accounts,  accrued 
depreciation  on  equipment,  stock  and  bond  issues,  prices  of 
materials  and  supplies,  and  the  fact  that  there  is  no  accrued 
depreciation  account  set  up  for  way  and  structures. 

The  question  of  labor  costs  came  up  after  more  than  an 
hour  had  been  devoted  to  costs  of  materials  and  supplies,  par- 
ticularly coal  and  steel  rails.  Thorne  did  not  limit  his  request 
for  man-hour  cost  statistics,  but,  on  the  suggestion  of  Shriver, 
he  limited  his  questions  so  they  will  cover  only  employes  in 
the  transportation  department.  That  limitation  was  made  be- 
cause Shriver  said  that  inclusion  of  the  maintenance  of  way 
and  shop  men  probably  would  distort  the  figures,  because  at 
present  the  railroads  are  not  maintaining  either  their  way  and 
structures  or  equipment  to  the  point  which  they  should. 

"But  the  figures  will  not  tell  the  whole  truth,"  said  Shriver 
after  he  had  agreed  to  furnish  them.  "On  account  of  larger 
engines  and  cars,  they  make  it  appear  that  the  same  number 
of  men  are  producing  more  net  ton-miles  when,  as  a  matter  of 
fact,  the  greater  number  would  be  due  to  the  larger  equipment." 

Shriver  absolved  railroad  labor  from  any  deliberate  shirking 
or.  sabotage  during  the  war..  He  said  the  decreased  efficiency 
in  maintenance  of  way  labor  was  due  to  the  employment  of 
old  men  and  boys  to  do  the  work  of  the  younger  men  who 
had  been  called  to  the  colors.  He  said  the  Baltimore  &  Ohio 
had  employed  15-year-old  boys  to  do  the  work  of  men  and  had 
paid  them  the  wages  of  men. 

In  the  shops,  he  said,  decreased  efficiency  was  due 
more  to  the  rules  and  working  conditions  than  to  the  deliberate 
effort  of  Individual  workers  to  reduce  their  output.  There  was 
loss  of  time  because  of  the  arbitrary  division  of  tasks  between 
the  different  crafts.  Before  that  division  of  labor  took  place, 
the  witness  said,  a  man  and  his  helper  would  do  a  certain  job 
of  work  from  beginning  to  end.  After  the  division,  the  man 
and  his  helper  worked  up  to  a  certain  point.  Then  they  had  to 
stop  while  another  man  and  his  helper  did  a  part  of  the  work. 
In  that  .way  time  was  lost  and  the  unit  cost  of  doing  work 
went  up. 

"Your  exception  then  is  more  to  the  rules  than  to  the  men," 
said  Thorne. 

That's  true,"  said  Shriver.  "There  has  also  been  some 
picking  up  in  efficiency  because  there  are  fewer  jobs  now  than 
during  the  war  and  a  man  may  think  more  of  his  job  now  than 
he  did  then.  That  is  only  natural. 
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"The  figures  for  which  you  have  asked  may  also  be  mis 
leading  in  this  regard:  There  are  fewer  trains  on  the  road  now 
than  there  have  been  in  any  recent  year.  If  they  show  thai  a 
man  is  producing  more  ton-miles  in  an  hour  than  in  1920,  it 
may  mean  nothing  more  than  that,  there  being  no  congestion, 
he  has  been  getting  over  the  road  faster  than  he  was  when  the 
tonnage  to  be  moved  was  greater.  I  don't  think  there  was  as 
great  a  loss  in  efficiency  in  the  transportation  department  as 
there  was  in  other  departments,  but  for  the  reasons  I  have  men- 
tioned, the  figures  for  maintenance  of  way  and  shop  men  would 
be  more  misleading  than  figures  for  the  men  in  the  transporta 
tion  department." 

Thome  devoted  much  time  to  the  prices  of  materials  and 
supplies  at  the  end  of  1917  and  when  the  railroads  went  back 
into  the  bands  of  their  owners,  March  1.  1920.  He  called  an.  n- 
tion  to  the  fact  that  the  Director-General  of  Railroads  claimed 
that  the  supplies  be  gave  back  to  the  railroads  had  a  value 
greater  by  1288,000,000  than  the  supplies  he  received  from  them 
at  the  end  of  1917,  and  that  $48,000,000  of  that  sum  represented 
an  out  of  pocket  loss  to  him.  After  Shrlver  had  said  that  ill- 
prices  of  materials  and  supplies  charged  to  operating  expenses 
In  1920  and  1921  were  the  average  prices,  ascertained  by  taking 
the  value  of  materials  and  supplies  turned  over  to  them  by  tli>- 
Railroad  Administration  and  their  purchases  In  1920.  Thorn-- 
claimed  that  the  railroads  were  charging  Into  operating  exp. 
more  than  $200,000.000  which  they  did  not  sp<-n<l 

"Prices  were  higher  in  June,   1920.  than   In  March,   ' 
said  Shrlver,  "so  the  charge-outs  will  be  higher  for  the  middle 
of    1920    than    for   the   early   part    thereof,    because   prices    are 
always   the  average  of   the  stock,   plus   the  cost   of  additions 
to  It." 

"I  claim."  said. Thome,  "that  $200.000.000  have  been  charged 
In  operating  expenses  on  account  of  Increases  In  prices  during 
government  control,  although  not  a  dollar  of  the  Increase  was 
borne  by  the  railroads." 

"But  the  Dlrertor^Jeneral  go*  the  benefit  of  the  Increases  In 
the  prices  of  scrap  and  rails  sold  during  the  time  he  had  charge 
"(  the  property  of  the  railroads,"  said  Shrlver.  "Me  took  up 
rail  that  was  carried  In  the  accounts  at  $30  per  ton  and  sold 
them  for  $65  per  • 

are  going  to  make  a  similar  showing  as  to  many  other 
Items  of  supplies  turned  back  to  the  railroads  at  the  end  of  fed- 
eral control,"  added  Thorne. 

Shrlver  said  that  the  Baltimore  A  Ohio  was  buying  and  stor- 
ing coal  now.  not  with  any  Idea  of  economy,  but  merely  to  be 
prepared  in  the  event  there  Is  a  strike  In  the  spring.  It  Is  buy- 
Ing  spot  now  at  a  cost  of  about  $2.749.  In  October  Its  contract 

-  average  was  $2.74  and  spot,  $2.89.  he  said.  A  year  before, 
ih  •  contract  was  $3.37.  and  spot.  $8.37.  but  the  witness  said  the 
times  were  abnormal. 

As  to  probabilities  for  the  future,  the  witness  said  that  his 
hope  and  expectation  were  that  prices  would  be  considerably  less. 
Reduced  to  figures,  he  said  his  hope  and  expectation  was  a  de- 
crease of  88  eents  a  ton  within  the  coming  year. 

"I  have  heard  that  In  the  non-union  fields  spot  coal  Is  now 
selling  at  prices  ranging  from  $!.:>&  to  $1.73."  said  the  witness. 
"The  Baltimore  ft  Ohio  doe*  not  reach  those  fields,  so  It  cannot 
obtain  the  benefit  of  such  low  spot  prices."  If  It  had  to  pay 
freight  rates  on  that  coal,  he  said,  the  cost  would  not  be  leas 
than  what  it  Is  paying  for  coal  from  mines  on  Its  own  rails. 
It  does  not  charge  Itself  freight  on  Its  coal  although  the  price 
should  be  increased  by  the  cost  of  hauling  It.  he  said. 

A  decrease  In  the  price*  of  materials  and  supplies,  amount- 
ing to  25  per  cent  in  the  coming  year.  Mr.  Shriver  said,  might 
be  expected.  That  would  make  a  saving  of  $128,000.000  for  the 
eastern  railroads,  be  said. 

Oettlng  down  to  property  Investment  and  capitalisation  ac- 
counts. Mr.  Thome  called  attention  to  what  he  said  was  a  fact, 
namely,  that  there  was  a  difference  of  $4.000,000.000  between  the 
properly  Investment  account  and  capitalization.  He  suggested 
that  the  difference  represented  Increases  In  the  property  Invest- 
ment made  from  earnings,  gifts  and  donations.  The  witness  and 
Thome  could  not  agree  on  anything  on  that  head,  so  Thome 
went  to  the  question  of  the  return  on  Investment.  He  took  up 
the  returns  on  investment  put  Into  a  table  by  Shrlver,  from 
1891  onward,  showing,  according  to  the  figures,  that  the  return 
>n  investment  had  b*cn  going  steadily  downward. 

"Was  not  the  net  J'ist  before  the  war  the  greatest  ever 
known  T'  asked.  Thorn*-. 

ver  would  not  agree  to  that.  He  said  he  had  often  heard 
Mr  Thome  claim  that  to  be  the  fact,  but  he  submitted  that  the 
return,  if  calculated  on  the  whole  Investment,  would  not  be 
l he  fsrt. 

Shrlver  declined  to  accede  to  the  suggest  Ion   that   the  com 

pensatlon  during  federal  control  was  greater  than  the  railroads 

had  ever  earir  -intended  that  the  return  in  1916.  the  year 

when  Thorne  rUlms  the  return  was  the  highest  ever  known,  was 

and  that  In  1918  and  1919.  the  compensation 

Railroad  Administration  was  equal  to  only  4.83  per 

In   19.'  im  frr>ni   the  two  months  of  federal  con- 

«ix  months  of  guaranty  and  four  months  of  private  control 

•Oder  rates  tinder  Ex  Parte  No.  74.  amounted  to  only  4.28,  eren 


should  the  government  pay  the  maximum  under  the  guaranty 
that  the  railroads  hoped  to  obtain. 

Cost  of  Government  Operation 

In  the  two  years  and  eight  months  of  government  control 
and  guaranty  of  railroads,  beginning  with  January  1,  1918,  and 
ending  August  31,  1920,  the  government  paid  to  the  carriers 
or  became  obligated  to  them  for  $1,502,323,657  more  than  they 
earned  for  it.  The  government  has  not  yet  paid  the  railroads 
that  much  more.  About  $200,000,000  of  the  sum  mentioned  is 
still  in  dispute.  The  final  payment  to  the  railroads  may  be 
leas  than  the  sum  mentioned.  It  will  not  be  larger. 

The  foregoing  was  put  into  the  record  by  Vice-President 
Shriver,  in  answer  to  questions  by  Clifford  Thorne,  at  the  after- 
noon session  of  January  16. 

"It  is  accurate  to  say,  therefore,"  said  Thorne,  after  Shriver 
had  finished  reading  the  figures,  "that,  In  addition  to  the  in- 
creased amounts  paid  for  freight  during  the  war,  the  people  of 
the  United  States  have  paid  out  more  than  a  billion  and  a  half 
dollars." 

that  Is  not  the  way  I  would  put  it,"  said  Shriver.  "I 
thought  I  had  made  it  clear  that  the  sum  is  the  amount  which 
the  government  has  paid  or  may  pay  to  the  railroads  when 
the  accounts  are  settled.  I  do  not  say  that  that  is  the  money 
the  people  have  paid  in  addition  to  >he  sums  they  paid  by 
reason  of  the  higher  freight  rates  and  passenger  faros." 

According  to  the  Shriver  statement,  in  1918  the  railroads 
under  federal  control  were  paid  as  compensation  $897,419,000. 
They  earned  for  the  government  only  $642,162.000,  leaving  $255,- 

"00  to  be  made  up  from  the  general  funds  of  the  govern- 
ment. In  1919.  the  railroads  under  control  were  paid  $897,419,- 

They   .urned   only   $449.173,000.  leaving  $448.246.000  to  be 

l>aid  out  of  the  general  funds.    In  the  first  two  months  of  1920 
the    compensation    amounted     to    $151.000,000.    The    railroads, 
earned  only  $51.959,000,  leaving  a  shortage  of  $99,041,- 
"oo  to  be  made  up. 

In  the  six  months  of  the  guaranty  period  the  guaranty  pay- 
ment should  have  been  $483,750,000.  There  was  an  operating 
deficit  of  $216,029,667  In  those  six  months,  because  the  Increase 
In  wages  was  made  retroactive  to  May  1,  1920.  The  total  dif- 

ion  and  earning  in  the  26  months  of 

ral  control  was  $802.544.000.  The  guaranty  in  lieu  of  com- 
pensatlun  for  the  six  months  following  the  end  of  federal  control, 
which  the  railroads  claim  but  which  has  not  been  allowed  in 
.nil  as  yet.  is  $483.750,000. 

Should  tin-  rluim  of  (he  railroads  for  the  guaranty  period 
be  allowed  In  full,  the  total  difference  between  earnings  of  the 
railroads  and  the  compensation  and  guaranty  would  be  $1,286,- 
294.000.  The  railroads,  in  the  guaranty  period,  earned  no  net 
for  the  government.  The  government  was  responsible  for  their 
income,  so  it  had  to  bear  an  operating  deficit  of  the  sum  before 
in.-nMoned.  namely.  $216.029.667.  Adding  that  deficit  to  the  dif- 
ference between  compensation  and  earnings  for  the  26  months 
of  government  control,  gives  the  total  of  $1,502,323,657,  also 
before  mentioned. 

e  was  really  not   much  disagreement  between  Thorne 

Slur,  .r  as  to  the  meaning  of  that  item  of  $1.502.323,657. 
Shriver  remembered  that  it  cost  between  $7,000,000  and  $7,500,- 
000  to  pay  the  expenses  of  the  Railroad  Administration  that  could 
not  be  charged  to  operating  expenses.  The  $1,502,323,657  was 
not  the  whole  cost  of  the  operation  of  the  railroads  and  other 
systems  of  transportation,  because  the  government  also  l<.st 
some  money  In  operating  ships  and  accessorial  services,  not 
counted  In  the  billion  and  a  half.  He.  therefore,  would  not  *i> 
-tteM£>at  sum  was  what  It  had  cost  the  people  of  the  United 
Mm  in  •  •;•:  Hoi  to  UK  Borwucd  mm  •  u*  .1  t>\  laerwMd 
rate*. 

Alshton  and  Wetthng  Questioned 

R.  H.  Alshton.  president  of  the  American  Railway  Associa- 
tion, and  L.  E.  Wettling,  statistician  for  the  western  group  car- 
riers, also  were  subjected  to  cross  examination.  The  questions 
put  to  them  by  Messrs.  Thorne,  W.  H.  Chandler  and  R.  C.  Ful- 
brlght  were  for  the  purpose  of  clarification  and  not  of  the  con- 
troversial character  that  were  asked  Mr.  Shriver. 

Commissioners  Esch  and  Lewis,  however,  asked  Wettling 
questions  that  were  Intended  and  did  bring  out  his  opinions  as 
to  the  effect  of  different  kinds  of  possible  reductions  In  rates 
and  the  effect  of  the  Commission's  decision  In  the  western  grain 
rate  case.  He  estimated  that  the  Commission's  order  would 
cause  a  saving  of  2  cents  a  bushel  on  grain  and  grain  products, 
but  doubt,  il  if  that  would  be  of  much  benefit  to  tho  farmer. 

Commissioner  Esch  wanted  to  know  what  effect  a  one  per 

reduction  would  have.    Wettling  said  he  could  not  see  that 

that  would  help  anyone,  although  It  would  hurt  the  railroads. 

A  10  per  n-nt  reduction,  about  which  Mr.  Esch  asked,  would 
be  felt  by  shipper  ami  by  railroad,  the  witness  said.  He  said 
that  if  It  were  found  that  a  10  per  cent  cut  could  be  made,  it 
would  b<>  betlc-r  to  have  It  made  on  specified  and  selected  com- 
::ii><lili)-K  rather  than  on  all  commodities.  He  doubted  whether 
any  reuction  could  be  made  without  endangering  the  solvency 
of  the  railroads. 

As  to  whether  there  should  be  any.  reductions  In  passenivr 
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fares,  he  answered  in  the  negative.  He  said-  that  any  possible 
i  filuci  ions  that  could  be  made  should  be  confined  to  freight. 
He  doubted  whether  reduction  in  passenger  fares  would  stimu- 
late business. 

Commissioner  Lewis  asked,  as  he  had  other  witnesses,  about 
the  feasibility  and  desirability  of  Issuing  5,000-mile  Interchange- 
able books.  The  witness  said  he  was  .opposed  to  them,  because 
such  books  would  cause  discrimination  based,  not  on  difference 
or  service,  but  on  the  fact  that  the  buyer  of  such  mileage  books 
could  use  them  within  a  given  time,  while  others  would  not 
have  need  of  so  much  mileage.  But  the  thing  that  struck  him 
with  most  force  was  the  practical  impossibility  of  policing  the 
use  of  such  tickets.  The  effect  of  inability  to  police  their  use 
would  be  to  put  them  into  the  hands  of  ticket  scalpers  and  the 
general  use  of  such  books  by  passengers  not  burdened  with  any 
scruples. 

After  Commissioner  Esch  had  finished  with  his  10  per  cent 
reduction  questions,  the  witness  said  he  had  just  finished  making 
a  study  of  the  relation  of  freight  rates  to  the  value  of  manu- 
factured products  of  the  United  States.  He  found  that  the  total 
wholesale  value  of  manufactured  products,  in  1920,  was  $62,500,- 
000,000.  The  gross  freight  revenues  collected  were  less  than  7 
per  cent  of  that  value,  he  said.  That  $62,500,000,000  did  not. 
include  any  agricultural  products  that  are  consumed,  such  as 
potatoes,  without  going  through  any  process  of  manufacture. 
Nor  did  it  include  fuel.  When  that  value  was  brought  up  to  the 
price  the  consumers  had  to  pay  he  said  the  freight  paid  would 
probably  be  less  than  3  per  cent. 

WRIard   Cross-examined 

At  any  rate  of  return  on  the  value  of  the  property  of  the  rail- 
roads, arranged  in  groups,  less  than  six  per  cent,  would  be  in- 
adequate, Daniel  Willard  said,  on  cross  examination  by  Clifford 
Thorne,  at  the  morning' session  of  January  17.  They  must  earn 
six  per  cent,  and  half  as  much  in  addition,  the  latter  to  be  used 
in  making  non-productive  improvements,  such  as  the  separation 
of  grade  crossings,  he  said.  Thorne  took  up  about  two-thirds  of 
the  time  Mr.  Willard  was  on  the  stand.  When  he -had  finished, 
Commissioner  Hall,  chairman  of  the  division  that  is  hearing  the 
witnesses,  reminded  Mr.  Thorne  there  was  a  schedule  to  be  ob- 
served and  that  the  Commission  would  proceed  with  the  exam- 
.  ination  of  witnesses  on  coal  when  the  time  for  them  arrived. 

Mr.  Willard  reiterated  what  he  had  said  about  railroad  earn- 
ings in  the  1910  advanced  rate  case.  The  transportation  law.  he 
said,  when  Glenn  E.  Plumb  and  Mr.  Thorne  tried  to  have  him 
construe  his  language  in  the  way  in  which  they  understood  it, 
had  changed  conditions.  The  recapture  clause,  he  pointed  out, 
does  not  permit  a  railroad  to  keep  more  than  half  the  excess  over 
six  per  cent. 

The  cross  examination  carried  the  witness  clear  across  the 
index  of  financial  operations,  during  the  first  hour  and  a  half 
he  was  on  the  stand.  For  five  or  ten  minutes  thereafter  Commis- 
sioners Esch  and  Lewis  asked  about  the  classification  of  trains 
practiced  by  the  B.  O.,  with  a  view  to  bringing  out  whether  that 
classification  results  in  economies  of  time  and  expense.  Mr.  Wil- 
lard said  it  was  the  opinion  of  the  B.  &  O.  that  it  does.  Twelve 
per  cent  of  the  trains,  carrying  probably  considerably  more  than 
that  percentage  of  the  total  tonnage  are  classified  so  as  to  prac- 
tically eliminate  intermediate  switching.  Shippers,  the  witness 
said,  sometimes  thought  their  freight  was  delayed  unduly  at 
points  of  origin  because  cars  had  to  be  held  until  enough  have 
been  assembled  to  make  up  a  train.  He  said  that,  as  a  matter 
of  fact,  the  elimination  of  intermediate  switching  resulted  in 
lime  economy.  Mr.  Willard  said  the  B.  &  O.  had  been  classifying 
its  trains  in  that  way  ever  since  he  had  been  president,  but  that 
its  practice  had  attracted  some  attention  within  the  last  few 
months,  simply  because  the  company  had  put  out  rather  elab- 
orate rules  to  be  observed  by  employes  in  carrying  out  the 
scheme.  Live  stock,  he  said,  had  always  been  handled  in  that 
way  and  the  B.  &  O.  was  doing  no  more  than  endeavoring  to  ex- 
tend that  practice  to  all  freight. 

Mr.  Willard,  while  on  the  subject  of  train  classification  and 
operating  economies,  volunteered  the  observation  that  nearly 
everybody  seemed  to  attach  undue  importance  to  empty  mileage 
and  per  diem.  He  said  he  believed  he  would  handle  foreign  line 
cars  just  as  he  did  now,  even  if  there  were  no  per  diem,  because 
it  was  necessary  to  get  empty  cars  where  they  were  needed.  East- 
bound  tonnage,  he  said,  on  the  B.  &  0.,  used  eight  cars  while 
westbound  used  only  five.  Inclusion  of  empty  cars  in -westbound 
trains  that  otherwise  would  have  to  go  light  was  therefore  an 
economy  rather  than  an  expense,  in  comparison  with  the  running 
of  whole  trains  of  empties,  he  said.  Unless  the  empty  cars  were 
moved  west  as  soon  as  possible,  he  said  they  would  accumulate 
and  in  a  short  time  block  every  possible  terminal  in  the  east. 

While  on  the  subject  of  empty  mileage  and  congestion,  Mr. 
Willard  said  he  favored  a  sliding  scale  of  demurrage.  When  the 
car  supply  was  plentiful  he  said  he  would  have  the  demurrage 
rates  low  and  in  times  of  congestion  very  high,  so  that  they 
would  really  be  penalties  assessed  against  the  man  who  unneces- 
sarily detained  the  cars. 

"I  don't  believe  in  penalizing  a  shipper,  if,  in  time  of  car 
surplus,  he  delays  unloading  a  car  for  a  day  or  two,"  said  Mr. 
Willard.  "In  time  of  shortage,  however,  the  penalty  should  be 


heavy  so  as  to  help  the  man  who  has  not  been  able  to  get  any 
cars. 

"Is  the  sailing  day  used  to  any  extent  now?"  asked  Commis- 
sioner Esch.  Mr.  Willard  said  it  was  not,  because  the  shipper 
seemed  to  think  it  caused  a  discrimination  against  him.  Mr.  Wil- 
lard seemed  to  think  it  was  an  erroneous  notion  that  was  held  by 
the  shippers.  President  Chandler,  of  the  National  Industrial 
Traffic  League,  called  the  attention  of  the  witness  to  the  fact  that 
salesmen,  from  cities  which  could  ship  every  day,  used  that  fact 
in  the  competition  they  met  from  cities  which  could  not  ship 
every  day.  Mr.  Willard  admitted  that  that  might  be  a  point  in 
salesmanship. 

While  discussing  the  financial  phase  of  the  subect,  Mr.  Wil- 
lard said  that  many  railroads  in  the  East  had  reached  the  point 
where  the  volume  of  outstanding  bonds  in  relation  to  outstanding 
stock  was  so  large  that  future  financing  must  be  done  largely 
through  new  issues  of  stock,  otherwise  their  bonds  would  be  dis- 
qualified as  securities  which  insurance  companies  and  trustees 
rright  use  for  investing  the  funds  in  their  care.  One  of  the  ques- 
tions put  by  Mr.  Thorne  seemed  to  carry  with  it  an  implication 
that  six  per  cent  was  too  high  a  rate  of  return.  It  seemed  to 
nettle  Mr.  Willard. 

"When  the  government  of  the  United  States  will  not  lend 
money  to  the  railroads  for  less  than  six  per  cent  with  the  best 
possible  security,  it  hardly  seems  to  me  that  an  investor  can  be 
expected  to  accept  stock  with  no  guaranty  back  of  it  with  no  pos- 
sibility of  earning  more  than  six  per  cent,"  said  Mr.  Willard. 

He  said  the  fixing  of  any  rate  less  than  six  per  cent  would 
be  a  very  serious  matter  for  railroads  that  would  soon  have  to 
finance  refunding  operations  as  to  bonds  which  bore  only  3%  to  4 
per  cent  interest.  The  B.  &  O.,  he  said,  would  have  to  refund 
$125,000,000  of  3%  per  cent  bonds  in  1925.  Glenn  E.  Plumb  asked 
questions  about  that  and  brought  out  the  fact  that  the  profit  and 
loss  surplus  of  the  Baltimore  &  Ohio  is  $21,000,000  and  the  cor- 
porate surplus  $33,800,000.  From  that  Mr.  Plumb  concluded  that 
that  railroad  would  have  to  make  arrangements  for  refunding 
that  debt.  Mr.  Plumb's  questions  were  couched  in  argumentative 
form  and  were  so  long  that  Commissioner  Hall  suggested  that 
the  time  for  argument  had  not  yet  arrived. 

In  the  course  of  his  testimony  Mr.  Willard  called  attention  to 
the  fact  that  only  twice  in  the  last  ten  years  had  the  return  on 
railroad  property  approached  or  passed  the  six  per  cent  point; 
that  the  railroads  are  well  stocked  with  materials  and  supplies 
bought  at  comparatively  high  prices;  that  the  railroad  adminis- 
tration has  not  admitted  liability  for  deferred  maintenance;  that 
the  government  turned  back  the  engines  at  the  end  of  federal  con- 
trol in  substantially  as  good  condition  as  they  were  when  it  took 
them  over;  that  the  government  had  done  nothing  to  the  passen- 
ger coaches  in  the  way  of  maintenance  when  it  held  them;  that 
freight  cars  were  in  decidedly  poorer  condition  when  turned  back 
than  when  received;  and  that  freight  rates  in  this  country  are 
lower  than  in  any  other,  except  possibly  India. 

Commissioner  Lewis  was  much  interested  in  freight  rates  in 
foreign  countries,  and  Mr.  Willard  promised  to  have  data  on  that 
subject  prepared.  Mr.  Thorne  had  asked  some  questions  on  that 
point  but  had  stopped  Mr.  Willard  when  the  latter  tried  to  tell 
him  that  Harrington  Emerson  had  the  data  upon  which  he  had 
based  his  assertion.  H.  A.  Scandrett,  however,  asked  Mr.  Willard 
the  questions  necessary  to  enable  the  latter  to  complete  his  an- 
swer on  that  subject. 

President  Chandler,  of  the  National  Industrial  Traffic  League, 
endeavored  to  obtain  information  about  uniform  express  eon- 
tracts  and  the  results  flowing  therefrom,  but  Mr.  Willard  said  he 
had  not  made  any  investigation  of  that  subject.  All  he  knew,  he 
said,  was  that  the  contract  had  worked  unsatisfactorily  to  the 
railroads.  He  could  not  explain  how  it  came  that  express  operat- 
ing expenses  after  September,  1920,  began  falling  off  at  the  rate 
of  $6,500,000  per  month. 

Four  Vice-Presidents  on   Stand 

After  Mr.  Willard  had  been  excused  from  the  stand,  four 
traffic  vice-presidents  were  subjected  to  cross-examination,  chiefly 
by  attorneys  for  shippers  of  particular  kinds  of  commodities 
and  Joseph  H.  Beek,  executive  secretary  of  the  National  Indus- 
trial Traffic  League.  The  latter  questioned  Edward  Chambers, 
of  the  Santa  Fe,  with  a  view,  if  possible,  to  having  him  modify 
the  opinion  expressed  by  him  on  direct  examination  that  if 
reductions  were  to  be  made  they  should  be  made  on  specific 
commodities  and  not  generally.  Mr.  Chambers  adhered  to  the 
position  taken  on  direct  examination. 

The  vice-presidents  other  than  Mr.  Chambers  were  Ben- 
jamin Campbell,  of  the  New  York,  New  Haven  &  Hartford; 
C.  R.  Capps,  of  the  Seaboard  Air  Line;  and  W.  C.  Maxwell,  of 
the  Wabash. 

In  a  general  way,  attorneys  for  the  shippers  tried  to  make 
the  traffic  vice-presidents  admit  that  all  the  reductions  made 
by  the  railroads  since  August  26,  1920,  other  than  those  made 
in  compliance  with  orders  of  the  federal  or  state  commissions, 
were  made  with  a  view  to  conserving  revenues  or  increasing 
them  by  enticing  back  to  the  railroads  traffic  that  had  gone  to 
carriers  by  water  or  motor  trucks.  H.  W.  Prickett,  of  the  Utah 
Traffic  Service  Bureau,  persuaded  Mr.  Chambers  to  admit  that 
reductions  on  canned  goods,  tin. plate  and  commodities  for  ex- 
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port,  both  east  and  west  bound,  were  made  with  a  view  to  in- 
creasing the  tonnage  and  for  no  other,  reason.  Mr.  Chambers, 
answering  J.  ('.  Lincoln,  of  the  New  York  Merchants  Associa- 
tion, said  he  did  not  think  the  percentage  increases  had  reduced 
the  volume  of  long-haul  traffic.  Making  allowance  for  all  the 
adverse  conditions,  Mr.  Chambers  thought  traffic  was  moving 
now  as  freely  as  ever.  Mr.  Lincoln  was  of  the  opinion,  as  indi- 
cated by  his  questions,  that  high-grade  merchandise,  since  the 
percentage  increases,  had  been  moving  to  terminals  in  carloads 
and  then  was  distributed  from  the  western  terminals  instead 
of  going  from  the  eastern  points  of  origin  to  western  destina- 
tions in  L.  C.  L.  quantities. 

amissioner  Lewis  asked  Mr.  Chambers  whether  he  de- 

'I  to  revise  his  estimate  as  to  losses  in  revenue  by  reason 
of  the  ten  per  cent  and  western  grain  rate  case  reductions,  but 
Mr.  Chambers  said  there  was  no  reason  why  he  should  do  so. 

The  cross-examination  of  Mr.  Capps  was  brief.  He  said  he 
had  no  reason  to  revise  any  of  the  -figures  contained  in  his 
estimate  of  losses  in  revenue  by  reason  of  reductions  in  rates 
since  Ex  Parte  74.  The  only  additional  fact  that  he  put  into  the 
record  was  that  the  grower  of  the  watermelon,  which  was  sold 
In  Baltimore  for  J'  i  "'•»  cents  therefor,  while  the  rail- 

road* that  hauled  it  to  Baltimore  received  from  10  to  11  cents. 

Mr.  Maxwell  and  Mr.  Chandler  had  a  discussion  about  the 
Inability  of  ti  \.  carriers  to  obtain  the  full  40  per  cent 

increase  by  reason  of  their  differentials  to  New  England.  Mr. 
Maxwell  would  not  admit  that  the  C.  F.  A.  lines,  by  reason  of 
to  Philadelphia,  Baltimore  and  Norfolk  greater  than 


40  per  cent,  had  fully  equalized  the  losses  sustained  by  them 
by  reason  of  their  inability  to  realize  40  per  cent  for  their  rates 
to  and  from  New  England. 

John  S.  Iturchmore  devoted  much  attention  to  the  reasons 
actuating  the  carriers  in  making  voluntary  reductions. 

"Have  you  thrown  away  revenues  by  making  unnecessary 
reduction* T"  be  asked.  Before  Mr.  Maxwell  answered  that 
Iturrhmore  asked  him  whether  there  was  not  a  sound  reason 
for  every  voluntary  reduction. 

-.  either  to  hold  or  to  get  new  business."  answered  Mr. 
Maxwell.  He  also  thought  that  perhaps  the  railroads  had  ob- 
tained more  revenue  than  would  have  flowed  into  their  treaa- 
urlen  If  they  had  not  made  any  reductions.  Mr.  Burchmore 
called  attention  to  rate  reductions  covering  many  pages  In  tin- 
exhibits  applying  to  a  particular  point,  such  for.  Instance,  as 
•i.I.  and  wanted  to  know  If  such  reductions  had 
not  been  made  merely  to  line  up  the  rates  which,  by  reason  of 
name  peculiar  quirk,  had  been  thrown  out  of  gear.  Mr.  Maxwell 
said  that  he  didn't  have  at  hand  the  memoranda  which  ex- 
plained each  reduction,  so  he  would  not  undertake  even  to 
make  a  guess  as  to  why  six  pages  of  reductions  to  Greencastle 
bad  been  put  Into  the  exhibit  under  examination. 

•  It   :-   my    [..mil., -non."  said  Mr.  Burchmore,  "that.  Instead 
of   answering    the   Commigslop's   question   ax    to    whether   rates 
should  h.  Horizontally  or  by  giving  attention  to  particular 
commodities,  yon  skillfully  walked  around  that   inquiry.    Won't 

..ike  an  answer   to   it?" 

I  <l    never   lake   ..  "I  oi    class   traffic."   said 

Mr.  Maxwell,  with  emphasis.  "We  took  about  flv>-  million  off 
dair)  |in  <n  going  to  gi*e  tin-  farmer  a  cent 

nor   will   the   •  obtain  any   b»-n-ti!    from   it.     If  we   < 

have   five    million    l»  dixlnl  IM-II-T   git.-    it   to   sou»>  of 

tii.ii   would  be  able  to  pas*  on  the  benefit  to  the 

A*  seen  by  Jerome  J.  Hanauer.  a  partner  In  Kuhn.  Ix>eb  & 
the  problem  before  tli>-  Commission  I*  Insoluble.  He  said, 
the  part  of  the  law  that  says  railroads  shall  earn  a  fair  rate  of 
return  on  the  value  of  the  property  devoted  to  transportation 
violates  economic  laws  In  so  far  as  the  mandatory  parts  require 
rates  to  be  Increased  In  times  of  depression  when  there  is  a 
minimum  demand  for  transportation  and  decreased  In  times  of 
great  prosperity,  when  the  demand  is  at  its  maximum. 

•  In  enacting  this  law.  Congress  omitted  to  provide  that  the 
shippers  of  th»-  country  should  furnish  the  traffic  necessary  to 
make  the  law  effective."  said  Mr.  Hanauer.  who  was  called  to  the 
witness  stand  by  the  railroads  to  present  the  view  of  the  sltua 
•ion  held  by  the  banker  and  financier. 

"I  think  we  are  In  agreement  that  section  15a  should  bo 
!  Clifford  Tin ir in',  who  had  aflked  Mr.  Hanauer 
questions  to  develop  his  opinions  more  fully  than  he  had  given 
them  In  hi*  prepared  statem- 

"I  wodld  favor  its  repeal  under  proper  conditions,  as  for 
Instance  a  preamble  setting  forth  that  the  repeal  was  being 
made,  not  because  6  per  cent  was  deemed  more  than  a  reason- 
abl  return,  but  because  It  had  been  found  that  the  law  would 
not  work."  he  replied. 

The  fundamental  proposition  of  the  witness  was  that  the 
railroads.  In  their  quest  of  money  for  capital  purposes,  are  in 
competition  In  the  world's  markets  with  all  other  clauses  of 
Investment*,  and  that  it  was  utterly  impossible  to  interest  In- 
vestors In  railroad  securities  when  oth>  lucrative  and 
equally  safe  Investments  were  offered.  He  said  it  was  merely  a 
natural  selection  between  opportunities  that  was  being  made 


when  investors  chose  forms  of  investment  other  than  railroad 
shares  or  railroad  securities. 

"Transportation  companies  are  subject  to  the  same  economic 
forces  as  any  other  business  endeavors,"  said  Mr.  Hanauer. 
"They  will  have  good  years  and  bad  years  and.  unless  they  have 
a  guarantee  (which  I  do  not  favor),  they  must  be  permitted  to 
build  up  a  substantial  surplus  in  the  good  years,  to  enable  them 
to  survive  in  times  of  depression.  Only  thus  can  their  credit 
be  stabilized,  so  that  they  will  be  able  to  give  to  the  country" 
that  efficient  service,  without  which  its  industrial  life  will  be 
stifled. 

"Because   the  railroads  perform  a  great  public  service,   in 

tnent  in  their  securities  should  be  encouraged  by  a  return 
at  least  as  large  and,  if  possible,  more  stable  than  that  which 
can  be  obtained  from  any  form  of  private  investment  having 
similar  risks  and  similar  opportunities. 

"In  considering  the  rate  of  return  necessary  to  attract  in- 
vestment funds  into  railroads,  it  does  not  avail  to  be  guided  by 
the  rate  at  which  old  outstanding  issues  of  underlying  mort- 
gage bonds  are  selling  or  that  at  which  a  very  limited  number  of 
new  Issues  of  some  of  the  few  still  prosperous  companies  have 
recently  been  sold.  To  all  intents  and  purposes,  first  mortgage 
bonds  are  a  thing  of  the  past.  The  large  additional  amounts  re- 
quired hereafter  must  be  raised  by  junior  securities,  for  which 
the  obligation  itself  of  the  particular  company  will  be  the  main 
reliance/  ami  by  the  sale  of  additional  preferred  or  common 
shares.  It  in  many  years  since  any  new  issues  of  shares  have 
been  sold.  Few  companies  could  today  sell  any  large  amount 
of  common  stock  and  not  many  more  could  sell  preferred  stock 
and.  of  course,  these  are  those  companies  that  have  the  least 
need  of  new  capital.  And  yet  if  our  transportation  system  is  to 
be  enlarged  and  improved,  if  outlying  sections  of  the  country  are 
to  have  railroads.  If  branch  lines  are  to  be  built  to  the  fanning 
districts,  to  factories  and  to  mines,  much  of  the  needed  capital 
.-Mould  he.  probably  will  have  to  be,  found  by  the  issuance  of 
new  shares.  In  some  quarters  it  seems  to  be  expected  that  rail- 
road companies  can  go  on  Increasing  their  debt  forever  without 
increasing  the  equity  behind  It.  yet  how  generally  It  is  under- 
stood that  little  encouragement  would  be  given  to  the  owner  of 
a  house  or  a  factory  by  the  holder  of  his  mortgage  if  he  sug- 

••d  that  the  mortgagee  should  increase  his  loan  for  the  pur- 
pose of  making  additions  and  Improvements,  without  the  own>  : 
establishing  an  additional  equity  by  providing  say  one-third  of 
i  he  new  money  required 

"Investors  In  railroad  securities,  as,  in  fact.  In  any  securities, 
do  not  consider  them  as  a  class;  they  study  the  situation  of  the 
particular  security  In  which  they  are  asked  to  invest.  Unless 
the  margin  of  earnings  is  sufficiently  ample  to  safeguard  that, 
security  during  lean  periods,  the  security  is  discriminated 
against  Some  railroad  common  shares  yield,  at  current  prices 
and  with  current  dividends,  almui  il  PIT  cent  and  others  as  high 
as  9V4  per  cent  per  annum,  all.  however,  with  limited  markets. 

:ine   the   war   the   government  recognized   the  necessity 

of  being  \ery  liberal  with  manufacturers  and  others  engaged  in 

••ssary  war  supplies.     All  such  were  permitted   to 

earn  large  profits,  the  government  relying  upon  the  Income  ;md 

*»  profits  taxes  to  rover  part  of  these  profits  into  tin- 
treasury.  Hut  all  those  engaged  In  these  occupations  were  quite 
properly  permuted  and  did  charge  off  out  of  profits  before 
MII  h  t»\>~  were  figured,  large  amounts  for  Hie  depreciation  of 
their  facilities  due  to  the  excess  war  costs.  In  addition  to  the 
cuntomary  charges  for  depreciation  and  depletion.  These  in- 
dustrial concerns  were  thus  enabled  to  set  aside  large  reserves 
to  tide  over  the  difficult  limes  which  have  come  to  them  in  the 
jMgMamr.  Not  so,  unfortunately,  with  the  railroads. 

"While -the  government  spent  great  sums  to  provide  other 
war  facilities,  all  capital  expenditures  on  the  railroads  were 
charged  to  the  companies.  In  particular,  there  were  purchased 
at  Inflated  war  prices,  locomotives  and  cars  costing  almost  $400,- 
000.000,  which  could  today  be  produced  for  a  much  lesser  amount, 
and  from  which  the  railroads  could  obtain  no  financial  benefit 
until  after  the  close  of  the  guaranty  period  soon  after  which  the 
business  depression  set  in.  No  part  of  this  cost  was  assumed  by 
the  government  as  a  war  cost  and.  therefore,  the  same  must  be 
borne  by  the  roads  and  passed  on  eventually  to  the  public. 

"These  conditions  have  resulted  in  the  railroads  being  in  a 
poor  situation  to  meet  the  depression  which  ensued  after  the 
boom  period  following  the  armistice.  In  order  to  maintain  their 
solvency,  they  were  compelled  to  reduce  maintenance  to  a  mini- 
mum, a  policy  which  would,  ir  persisted  In  for  a  longer  period, 
plai-e  tin-  properties  in  such  a  position  as  to  IK;  unable  to  meet 
Hie  requirements  oi  commerce  when  normal  conditions  return. 
Not  alone  this,  but  the  absence  from  the  market  of  large  pur- 
chases by  railroads,  the  discharge  of  labor  employed  in  railroad 
maintenance,  and  In  the  production  of  railway  supplies  further 
greatly  depresses  business,  causes  much  unemployment  In  other 
lines,  and  results  in  an  i  mil".-  rhaln  of  stagnation. 

"The  railroads  collectively  use  In  normal  times  about  28 
per  cent  of  the  steel  capacity  oi  Hie  country  and  large  percentages 
of  the  capacity  of  oilier  fundamental  industries;  If  steel  mills 
or  equipment  factories  are  either  shut  down  or  reduced  to  part- 
time,  the  consequent  unemployment  and  lh«  resulting  reduction 
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in  purchasing  power,  spread  rapidly  through  the  country  and 
there  ensues  a  further  reduction  in  railroad  earnings  and  the 
necessity  for  still  more  drastic  retrenchment. 

"Full  consideration  of  the  conditions  affecting  railroads  and 
the  relations  of  investors  thereto,  some  of  which  I  have  en- 
deavored to  outline,  lead  conclusively  to  the  decision  that  a 
liberal  return  on  the  value  of  the  railroads  is  essential,  not  only 
to  their  prosperity,  but  to  the  prosperity  of  the  entire  country. 

"The  railroads  are  the  arteries  through  which  circulates  the 
life-blood  of  the  nation— transportation.  If  they  are  neglected  so 
that  they  contract  'arterio-sclerosis,'  the  industrial  body  of  tht 
country  may  suffer  a  stroke  of  apoplexy." 

Answering  questions  by  Mr.  Thome,  Mr.  Hanauer  admitted 
that  the  railroads  could  obtain  money  at  more  favorable  terms 
than  industrials.  That,  he  said,  was  due  to  the  fact  that  some 
of  the  old  confidence  in  railroad  shares  and  securities  remains; 
also  a  belief  that  conditions  would  improve. 

"U'hat  the  railroads  and  the  country  need  is  stability,"  said 
the  witness.  'We  should  not  have  to  worry  about  whether  the 
freight  rates  are  going  to  remain  for  six  or  eight  months.  They 
should  be  more  or  less  permanent." 

Commissioner  Lewis  asked  Mr.  Hanauer  as  to  the  cost  to  the 
railroads  of  obtaining  money.  The  witness  said  it  was  costing 
the  big  ones  from  6  to  9.5  per  cent. 

It  was  his  idea,  he  said,  that  a  railroad  should  be  permitted 
to  earn  and  keep  all  it  could  under  reasonable  rates,  so  as  to 
have  a  surplus  in  lean  times.  Money  cannot  be  attracted  to  the 
industry,  he  said,  if  the  earnings  are  limited  in  good  times  and 
there  is  no  guaranty  against  poor  times. 
Railroads  Finish 

The  railroad  side  of  the  Commission's  general  rate  inquiry 
was  completed  at  the  afternoon  session,  January  18,  with  the 
cross  examination  of  T.  C.  Powell,  traffic  vice  president  of  the 
Erie,  and  S.  O.  Dunn,  editor  of  the  Railway  Age.  The  editor  and 
Clifford  Thome  locked  horns  over  net  railway  operating  income, 
operating  income,  deductions  of  accrued  depreciation,  and  things 
like  that.  They  consumed  a  considerable  amount  of  time  before 
it  developed  that  Dunn  had  not  pretended  to  make  figures  of  his 
own,  but  merely  to  quote  the  figures  of  the  Commission  as  dis- 
proving the  assertion  of  Thome  that,  for  the  three  years  ended 
June  30,  1917, '  the  operating  income  of  the  railroads  was  the 
greatest  ever  known. 

Dunn  had  asserted  that  the  figures  of  the  Commission 
showed  that  to  be  an  inacurate  statement.  After  his  direct  tea 
titnony  he  asked  the  statistical  bureau  of  the  Commission  to  pro- 
duce the  figures.  It  made  them  and  then  sent  a  letter  to  botli 
Mr.  Dunn  and  Mr.  Thome  to  advise  them  that,  in  the  estimation 
of  the  division,  it  would  take  too  much  time  to  make  up  the 
figures  for  three  years  ended  with  1908  on  the  basis  of  the  figures 
made  for  the  three  years  ended  June  30,  1917,  for  it  to  under- 
take such  a  task. 

Therefore,  when  the  cross  fire  of  question  and  answer  had 
been  completed,  the  case  seemed  to  stand  that  both  Dunn  and 
Thome  were  right,  the  former  as  to  what  the  figures  of  the  Com- 
mission showed  and  the  latter  as  to  the  fact  that,  when  the  cal- 
culation was  made  with  depreciation  deducted,  as  was  the  fact 
with  the  Commission's  figures  for  the  period  ended  in  1917,  the 
rate  of  return  for  the  three-year  period  ended  in  1917  was 
greater  than  for  any  other  three-year  period,  and  also  as  to  what 
the  figures  actually  were  and  are. 

The  cross  examination  of  Mr.  Powell  did  not  bring  out  any- 
thing new,  other  than  that  he  had  made  an  estimate  of  the  losses 
in  revenue  resulting  from  reductions  made  since  September  1, 
1920,  and  that  that  estimate  agreed  almost  exactly  with  the 
guess  he  had  made  as  to  the  loss,  when  he  was  on  the  stand  giv- 
ing direct  testimony. 

When  the  railroads  completed  their  testimony  January  18 
Commissioner  Hall  announced  that  the  coal  and  coke  program 
tentatively  agreed  on  for  the  two  following  days  would  be 
as  follows: 

Time  allotted 
Applicant  Representative       Hrs.  Min. 

National  Coal  Assn E.  L.  Ballard 2 

American  Wholesale  Coal  Assn Ira  C.  Cochran 1 

Northwestern  Docks  Frank  Lyon  

Traffic  Service  Bureau  of  Utah  H.  W.  Prickett 

Board  of  Railroad  Commissioners  of  S.  D 

Carnegie  Steel  Co Chas.  S.  Belsterling. 

Illinois  Steel  Co Chas.  S.  Belsterling. 

National  Tube  Co Chas.  S.  Belsterling. 

American  Sheet  &  Tin  Plate  Co Chas.  S.  Belsterling. 

American    Bridge   Co Chas.  S.  Belsterling. 

American  Steel  &  Wire  Co Chas.  S.  Belsterling. 

Kanawha  River  Improvement  Assn Francis  B.  James... 

Providence  Gas  Co Francis  B.  James. . . 

Buffalo  Interests    Francis  B.  James. . . 

Associated   Industries   of   Massachusetts • 

International  Paper  Co Wilbur  LaRoe,  Jr 

Illinois  Coal  Operators'  Traffic  Bureau... .R.  W.  Ropiequet. . . . 

5th  &  9th  Dist.  Coal  Bureau  (111.) P.  H.  Greenlaw 

Illinois  3rd  Vein  Coal  Operators  Geo.  S.  Monser 

Colorado  and  New  Mexico  Coal  Operators' 

Association  Albert  L.  Vogel 

The  Koppers  Co Hugh  F.   Smith         .     1 

Seaboard  By-Product  Coke  Co Hugh  F.  Smith         .     1 

Minnesota  By-Product  Coke  Co Hugh  F.  Smith         .     1 

Bethlehem  Steel  Co Hugh  F.  Smith         .     1 

Chicago  By-Products  Coke  Co Hugh  F.  Smith         .     1 

Citizens'  Gas  Co.  of  Indianapolis J.  D.  Forrest 20 


10 
15 
20 
20 


20 

30 
30 
30 
30 
30 
30 
30 
20 
20 
20 
20 
20 
20 
20 
20 

30 


\nthracite  Coal  Operators'  Assn : 

New  England  Paper  &  Pulp. Traffic  Assn..C.  H.  Tiffany 

Mathieson  Alkali  Works,  Inc E.  E.  Clark 

Indiana  Coal  Trade  Bureau  Jonas  Waffle  

Coal    Reductions 

If  railroad  rates,  in  the  opinion  of  the  Commission,  can  be 
reduced,  material  cuts  should  be  made  in  those  covering  bitumi- 
nous coal  and  they  should  be  made  ahead  of  any  other.  That 
is  what  J.  D.  A.  Morrow,  vice-president  of  the  National  Coal 
Association,  told  the  Commission  January  19.  The  shippers' 
side  of  the  Commission's  general  rate  inquiry  was  begun  on 
lhat  day  and  Mr.  Morrow  was  the  first  witness.  The  coal 
association,  the  witness  said,  did  not  pretend  to  know  enough 
about  the  financial  condition  of  the  railroads  to  enable  it  to 
make  an  unqualified  recommendation. 

Notwithstanding  his  qualification,  Mr.  Morrow  said  inflated 
;ailroad  rates  must  come  down;  also  the  wages  of  miners. 
The  mine  operators'  price  had  been  deflated,  he  contended. 
His  estimate  was  that  the  pit  mouth  price  of  soft  coal  is  now 
$2.13  per  ton. 

Translating  the  adjective  material  into  concrete  English, 
he  suggested  reductions  in  rail  rates  that  would  mean  a  saving 
of  75  cents  a  ton  in  the  price  paid  by  the  first  buyer.  Wages, 
he  said,  had  been  reduced  in  the  non-union  fields  and  lowered 
in  some  of  the  union  fields.  Railroads  are  buying  their  coal 
now  for  about  half  of  what  they  were  paying  in  November,  1920. 

Figures  gathered  by  the  association  of  which  he  is  the  vice- 
president,  the  witness  said,  showed  that  operators  who  pro- 
duced 55,000,000  tons  in  the  seven  months  between  April  and 
November,  1921,  sold  their  product  at  an  average  loss  of  two 
cents  per  ton,  and  that  the  loss  since  October  had  been  greater 
than  that. 

Morrow  said  the  railroads,  by  the  savings  on  their  own  fuel 
bills  and  the  revival  of  manufacturing,  would  not  lose  anything 
by  making  a  reduction  as  heavy  as  he  had  suggested.  He  did 
not  advocate  cutting  75  cents  off  every  rate.  His  idea  was  to 
make  the  reductions  so  they  would  average  that  much.  His 
figures,  he  said,  showed  that  the  mine  operator  is  obtaining 
18%  per  cent  and  the  railroads  51%  per  cent  of  the  price  paid 
by  the  first  buyer  of  the  coal,  after  it  has  been  hauled  away  from 
the  mine. 

"While  we  sincerely  desire  the  financial  position  of  the 
railways  to  be  preserved,"  said  Mr.  Morrow,  "we  feel  that  sub- 
stantial reductions  in  bituminous  coal  freight  rates  are  a  pre- 
requisite to  the  industrial  and  business  revival  of  the  United 
States,  upon  which  the  prosperity  of  the  carriers,  as  well  as  the 
nation  at  large,  in  the  last  analysis,  must  depend. 

"We  feel  that  a  material  reduction  in  these  rates  would 
act  in  some  degree  as  a  stimulus  to  business  and,  therefore, 
should  reduce  the  operating  expenses  and  tend  to  increase  the 
revenues  of  the  carriers. 

"Since  the  facts  which  lead  us  to  these  conclusions  apply 
with  particular  force  to  this  basic  commodity  which  enters  so 
generally  into  the  economic  and  social  well-being  of  the  nation, 
we  suggest  the  desirability  of  heavy  nation-wide  reductions  in 
the  present  level  of  bituminous  coal  rates." 

Although  not  definitely  suggesting  what  particllar  cut  in 
freight  rates  on  bituminous  coal  the  railroads  actually  ought 
to  make,  Mr.  Morrow  said  that,  through  savings  to  the  carriers 
today  in  cheaper  fuel  coal  alone,  as  compared  with  a  year  ago 
;;nd  making  allowance  for  the  saving  in  freight  rates  on  their 
own  fuel  coal,  the  railroads  undoubtedly  would  be  justified  in 
making  a  reduction  of  75  cents  a  ton. 

Mr.  Morrow  cited  figures  showing  that  the  railroads  are 
paying  considerably  less  for  bituminous  coal  than  for  months 
past  and  quoted  witnesses  for  the  carriers  before  the  Commis- 
sion as  freely  admitting  that  their  fuel  costs  for  the  coming 
year,  particularly  for  the  coal  year  beginning  April  1  next,  after 
wage  readjustments  are  made  in  the  unionized  coal  mines,  will 
be  considerably  lower  than  for  the  past  year. 

"In  the  twelve  months  ended  September  30,  1921,  the  car- 
riers purchased  a  little  over  130,000,000  tons  of  fuel  coal,"  said 
Mr.  Morrow.  "The  reduction  in  cost  under  the  average  for 
this  period  reached  90  cents  per  ton  in  October,  1921.  With  a 
further  estimated  reduction  after  April  1  next,  the  total  saving 
to  the  carriers  would  approximate  $215,000,000  under  the  railway 
fuel  cost  for  the  twelve  months  ended  September  30,  1921. 

"If  this  $215,000,000  saving  in  railway  fuel  cost  should  be 
translated  into  a  reduction  in  freight  rates  on  bituminous  coal 
and  allowance  made  for  the  saving  to  the  carriers  by  reduced 
rates  in  the  freight  charges  on  their  own  fuel  coal,  the  total 
saving  to  the  carriers  on  their  fuel  coal  costs  would  compensate 
for  an  average  reduction  of  75  cents  per  ton  on  the  bituminous 
coal  rates  of  the  country. 

"We  are  not  suggesting  75  cents  as  an  average  reduction 
which  should  be  made.  We  are  merely  pointing  out  the  fact 
that  by  April  1,  1922,  such  a  reduction  in  all  probability  would 
be  fully  compensated  for  by  the  lower  fuel  costs  of  the  carriers 
alone,  to  say  nothing  of  any  other  reductions  in  railroad  oper- 
ating expenses. 

"The  savings,  in  the  cost  of  bituminous  coal  to  users,  from 
substantial  coal  rate  reductions,  would  add  greatly  to  the  pur- 
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chasing  power  of  the  people,"  Mr.  Morrow  went  on.  "For  ex- 
ample, an  average  reduction  of  even  6u  cents  per  ton  on  bitumi- 
nous coal  would  release  nearly  $1.000,000  a  day  to  be  spent  In 
other  ways.  There  is  no  need  to  enlarge  upon  the  effect  of 
h  an  addition  to  the  dally  purchasing  power  of  our  people, 
but  it  would  be  a  powerful  stimulus  to  business  revival." 

Going  into  the  whole  general  effect  of  a  cut  in  freight  rates, 
on  coal  upon  manufactured  commodities.  Mr.  Morrow  said: 

"Lower  freights  on  bituminous  coal  would  reduce  the  cost  of 
coal  delivered  at  factories  and  should  tend  thereby  to  lower  the 
production  cost  and  market  price  of  commodities.  In  this  way 
the  consumer  would  directly  benefit. 

"All  railroads,  also,  would  benefit  in  the  reduced  cost  of  ma- 
terials, supplies  and  equipment  which  they  buy." 

As  indicating  the  excessive  freight  charge  on  coal  today, 
Mr.  Morrow  pointed  out.  from  record*  of  the  carriers  before  the 
Commission,  that  the  average  rate  per  ton  is  $2.27.  as  against 
an  average  sales  price  at  the  bituminous  mines  of  (2.13  a  ton, 
•  T  14  cents  higher  than  the  cost  of  the  coal.  The  freight  rates, 
Mr.  Morrow  said,  had  advanced  from  75  to  200  per  cent  and  even 
more  since  191 1 

"The  freight  charge  of  $150  or  $200  on  a  car  of  coal,  which 
can  be  bought  at  the  mines  for  from  $50  to  $100,"  said  Mr.  Mor- 
row, "shows  on  its  face  the  disproportion  between  the  trans- 
portation cost  and  the  market  value  of  the  commodity. 

"Doubling  the  freight  rate  on  a  carload  of  motor  ears,  for 
example,  from  Detroit  to  Washington  between  1914  and  1922, 
added  only  $15  or  $20  to  the  price  of  a  car  selling  at  approxi- 
mately $1,000  to  $1.500.  Such  a  condition  makes  no  material 
difference  to  the  customer  who  Is  ready  to  pay  $1,000  for  a  motor 
car.  but  an  Increase  of  $50  or  $100  a  car  on  coal  which  is  being 
sold  at  the  mines  for  less  than  the  transportation  charge  on  that 
coal  to  destination,  will  quite  obviously  have  a  deterrent  effect 
upon  the  consumer  of  that  coal  who  expects  to  use  it  In  indus- 
trial establishments." 

To  make  plain  the  relation  of  the  transportation  charges  to 
the  present  high  price  of  delivered  coal.  Mr.  Morrow  stated  that 
484  per  cent  of  each  dollar  paid  for  coal  ordered  by  the  manu- 
facturer goes  to  the  operator,  out  of  which  all  his  costs  must 
come,  while  51 '£  per  cent  goes  to  pay  the  freight  on  the  coal. 
Going  into  the  prospect  of  a  lower  production  cost  of  bitum- 
inous coal.  Mr.  Morrow  said: 

"It  may  be  urged  that  lower  costs  of  coal  should  be  obtained 
by  reducing  the  wage  scales  at  the  mines.  This  Is  true,  and  we 
admit  that  Inflation  in  the  wages  of  the  bituminous  coal  min- 
ing Industry  must  be  readjusted.  In  this  connection,  how 
we  must  point  out  that  wages  have  already  been  reduced  to  the 
approximate  level  of  November.  1917.  throughout  the  mining 
fields,  whirh  are  not  controlled  by  the  United  Mine  Worker*  of 
America.  In  some  of  the  union  fields  also  wages  have  been  re- 
duced to  that  approximate  level.  In  the  remaining  fields  wages 
must  be  reduced  on  April  1  next,  although  to  what  extent  the 
National  Coal  Association  cannot  attempt  to  >.• 

Mi  '•'  rrow  quoted  from  reports  just  obtained  by  the  Na- 
il Coal  Association  from  operators  with  55.480.000  tons  of 
bituminous  tonnage  during  the  seven  months  from  April  1  to 
October  .11.  1921.  showing  that  during  those  months  there  was 
an  average  loss  of  2  cents  a  ton.  while  the  reports  for  November 
and  December  showed  even  further  losses. 

Mr.  Morrow  pointed  out  that,  while  wage  cuts  In  the  union 
minw  "would  result  In  some  lowering"  of  the  mine  price  of  coal, 
still  the  effect  of  such  reductions  already  has  been  discounted  in 
several  Meld*  through  reductions  in  the  mine  pn  •  lower 

wage  and  mine  prices  In  competing  non-union  fields. 

"The  fact  which  must  be  recognlied."  declared  Mr.  Morrow. 
"Is  that  high  freight  rate*  are  the  chief  element  today  In  the 
delivered  cost  of  bituminous  coal." 

A  qualified  conclusion  that  rates  on  coal  are  unreasonable 
was  placed  bef'  >mmlsslon  by  George  H.  Cushion,  man- 

aging director  of  the  American  Wholesale  Coal  Association,  the 
second  witness  on  coal  and  coke.  His  theory  was  that  th.-  rales 
In  effect  April  0.  1917.  the  day  th.-  United  States  declared  war  on 
Germany,  were  reasonable;  that  the  trend  of  prices,  generally 
•peaking,  warranted  a  fifty  per  rent  increase  In  rates  since  1917. 
and  that  rates  more  than  flft>  over  those  of  that  day  are 

unreasonable,  because  aad  to  the  extent  they  exceed  that  maxl 
mum  of  Increase. 

The  witness   called  attention   to  the  fact   that  last-  October 

the  association  filed  a  complaint  asking  for  a  return  to  the  rates 

it.  1917.  as  the  basis  for  figuring  rates  for  the  present  and 

He  said  the  association  holds  the  following  conn 
1      That  coal  rates  are  unreasonable  to  the  extent  that  They 
•  d  60  per  cent  over  those  of  April  6.  1917. 

That  export  rates  are  unreasonable  to  the  extent  of  $1 
per  ton.  That  Is.  that  $1  per  ton  should  be  taken  off. 

That  In  any  readjustment,  the  differentials,  as  between 
producing  districts,  that  prevailed  April  0.  1917.  should  he  pre- 
Mrved. 

nslgnment  and  demurrage  rates  of  April  f,. 
1»17.    were    reasonable   and   should    be    restored. 

1  nrrage  rates  are  unreasonable  to  the  extent  that 

they  exceed  |2  per  ear  per  day. 


By  means  of  an  elaborate  calculation  Mr.  Cushing  came  to 
the  conclusion  that,  based  on  the  reasonable  expectations  for 
increases  in  coal  tonnage,  the  railroads  could  stand  a  shrinkage 
of  13.87  in  their  gross  revenues  without  placing  in  jeopardy, 
hereafter,  the  net  operating  revenue  for  which  the  railroads 
themselves  contend. 

That  conclusion  was  based  on  calculations  which  enabled 
the  witness  to  come  to  the  conclusion  that  the  railroads,  during 
the  five-year  period  that  will  end  with  1925,  have  a  right  to  ex- 
pect to  haul,  on  an  average,  585,122,000  tons  of  soft  coal  annually. 
At  existing  rates,  he  said,  that  would  yield  them  a  revenue  of 
$960. ."7. 74-.  in  excess  of  the  amount  they  have  estimated  they 
would  need  to  enable  them  to  pay  6  per  cent  on  the  value  of 
their  property.  That  reasonable  expectation  of  coal  tonnage,  he 
said,  warranted  the  suggestion  that  they  could  stand  a  reduction 
of  13.87  per  cent  in  their  gross  without  placing  their  net,  here- 
after, Jn  jeopardy. 

On  the  general  question  as  to  whether  there  should  be  gen- 
eral reductions  or  on  specific  commodities,  the  view  of  the  wit- 
ness was  that  there  should  be  reductions  on  basic  commodities: 
that  the  reduction  on  coal  should  be  as  high  as  reductions  on 
such  commodities,  and  that  the  reductions  on  basic  commodities 
should  be  greater  than  on  any  others.  As  to  what  constituted  a 
basic  commodity  he  said  that,  in  a  transportation  sense,  a  basic 
commodity  was  a  product  of  the  earth  In  that  form  in  which  It 
was  flrft  offered,  commercially,  for  rail  transportation. 

Mr.  Gushing  said  that  the  present  "service  charges"  on  coal 
were  allowed  when  economic  conditions  were  vastly  different 
from  what  they  are  now  and  for  that  reason  alone  should  be 
revised  downward. 

•rdlng   to   the   witness    section    ISA    is    redundant    and 
should  be  repealed.     That  expression  of  opinion  was  made  as 
part  of  the  answer  to  the  Commission's  thirteenth  question.   The 
answer  to  that  question  and  the  reasons  for  the  conchision.- 
forth  are  as  follows: 

1 — The    railway*   have  a   reasonalil.    .  \|..  ,  IMH.       ,,i    .. 
"tan1  . -mi:    \..|iim.-    ><(   buslnesK  arising   from    th.-    fact    that 

•  •nitry    ulwny.<    having   expanded    i-onntnntlx 
I*    likely    to    continue    to    xr.iu. 

rid— The  railway!,  are  by  law  guaranteed  asralnut  thos  • 
fluctuation-,  of  i-arnlnKn  which  formerly  ar.i-<e  from  .  ..ni|..-t  it  i  v , 
rat**, 

Third — This  expectancy  of  iteadily  Increasing:  business  at 
•table  rate*  la  a  sufficient  guarantee  for  any  business  concern. 

Fourth — Any  guarantee,  even  thoiufh  merely  Implied,  of  a 
fixed  .rate  of  return  on  the  capital  Issues  of  a  mllway  is,  when 
t  supplements  (table  rate*  on  a  steadily  Increasing:  volum.  ..i 
business,  a  second  or  duplicate  guarantee  which  IB  not  justified. 

Fifth — That    section    of    the    law    which    exacts    of    the    r.nn 
mlaalon    that    It  stipulate  any   rate   of   return    which    the    railway* 
may    make    on    their    capital    i»ues    Is    redundant    and    should    be 
repeal-  'I 

.«ked   the  opinion  of  witnesses  on  this 

subject   and   nince   we   have   given  an   opinion  which    runs   counter 
to    many    statements    made    In    answer    to    this    question,    we    will 
claim  our  right  to  explain  our  answer.      In  our  testimony   «  ••  h;iv. 
attempted  to  show   that  the  volume  of  business  of  the  country — 
K  coal  as  a  basis— expands  constantly.     We  have  shown  that 
In   no-called    periods   of  depression,    the    recovery    from    ton- 
nage declines  Is  quite   rapid.      We  have   found  that   In   periods   of 

•  •union,     the    prices    of    commodities    remain    below    "normal" 
rmirh    longer    than    t!oe.«    the    tonnnu.-        We    have    found    that    the 

I    companies    remain    below    normal    much 

longer   than   does    their   volume  of  business.     Our  explanation   Is: 
'I    privnt.  ml    business    of   any    kind    Is    nearliiK    the 

proportions  of  a  boom.  It  requires  but  a  slight  Increase  In  volume 
of  sales  to  effect  a  big  Increase  In  price.  This  Is  particularly 
true  If  anything  Interferes  with  the  supply.  Conversely,  when  a 
period  of  boom  Is  abating-  and  when  a  downward  turn  of  demand 
sets  In.  a  slight  decrease  In  volume  of  sales  will  cause  a  sharp 

•  •as*    In    price.      That    Is,    a    private    eommerclal    enterprise    In 
subject  to  a  double  fluctuation — In   volume   and   In   realization. 

The  railways,  formerly,  were  subject  to  this  xnme  commercial 
r*k.  That  was  before  the  days  of  any  regulation  whatever. 
Since  regulation,  and  particularly  since  the  enactment  of  the 
Hepburn  amendment  to  the  Interstate  commerce  act  and  of  the 
transportation  act  of  1920,  the  railways  have  been  wholly  free 
of  any  rate  fluctuations.  Their  earnings  now  fluctuate,  directly 
proportional  to  the  volume  of  business;  this  Is  modified  only  by 
the  character  of  traffic  then  moving. 

Our  explanation  of  our  recommendation  that  the  railways 
now  have  a  sufficient  guarantee  In  the  assured  stability  of 
rates  Is: 

1.     We   have  shown   that   the   railways   may,   on   the  average. 

•  t    a   Kteady    Increase   of   business:    that    the   tonnage    will 
slightly    above    and    fall    slightly    below    this    average    for    short 
periods  only:  and,   that  when  rates  are  so  fixed  as   to   make  the 
railroads    prosperous    during    average    times,    proper    adjustment* 
to    railway    needs   can   be   made   by    the   mantiKemi  nt    In   abnormal 
and    subnormal    times. 

1.  Any  specific  guarantee  of  a  dividend  rate  on  capital  Issues 
Is  an  additional  or  a  second  guarantee,  and  adds  to  the  assurance 
of  steady  revenue  from  steadily  Increasing  business  a  guarai 
to  railroad  stockholders  against  bad  management  on  the  part  of 
their  officials  or  to  the  railroads  as  a  whole  a  guarantee  against 
any  mistake  being  made  by  the  Commission  when  It  adjusts 
rates. 

pur  answer  as  a  whole  rests  on  our  belief  that  the  shippers 
of  the  country  should  not  be  asked  to  guarantee  railroad  stock- 
holders against  the  bad  management  of  their  officials  or  to  guar- 
antee the  railroads  as  a  whole  against  any  possible  mlntake  of 
judgment  on  the  part  of  the  Commission. 

8T.   LOUIS  TERMINAL   BONDS. 

The  Terminal  Railroad  Association  of  St.  Louis  has  been 
granted  authority  by  the  Commission  to  issue  $05,000  of  gen- 
eral mortgage  4  per  cent  bonds  In  payment  for  real  estate  in 
St.  Ix>uU. 
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governing  the  distribution  of  coal  cars  were  required  to  be  filed 
as  tariff  publications,  many  of  the  abuses  which  had  arisen  dur- 
ing periods  of  car  shortage,  such  as  over-rating  of  the  mines 
and  not  counting  left-over  cars  would  be  obviated. 

In  the  course  of  the  case  Bartel  had  to  consider  the  mean- 
ing of  the  new  language  put  in  the  interstate  commerce  law  when 
the  so-called  Esch  car  service  section  was  enacted,  In  its  bear- 
Ing,  if  any,  on  the  rule  adopted  in  the  Illinois  case  in  1912.  In 
that  part  of  the  interstate  commerce  law  Congress  said  "it  shall 
In-  the  duty  of  every  carrier  by  railroad  to  make  just  and  rea- 
sonable distribution  of  cars  for  the  transportation  of  coal  among 
the  coal  mines  served  by  it.  whether  located  upon  its  line  or 
lines  customarily  dependent  upon  it  for  car  supply.  During  any 
period  when  the  supply  of  cars  available  for  such  service  does 
not  equal  the  requirements  of  such  mine  it  shall  be  the  duty 
of  the  carrier  to  maintain  and  apply  just  and  reasonable  ratings 
of  such  mine  and  to  count  each  and  every  car  used  by  such  mine 
for  transportation  of  coal  against  the  mine." 

Operators  who  intervened  in  opposition  to  the  desire  of  the 
complaining  joint  mine  operators  contended  that  the  second  sen- 
tence before  quoted  was  in  the  nature  of  a  proviso  to  the  first 
sentence,  and  that  it  was  not  the  statement  of  a  general  duty, 
but  a  definition  of  the  precise  way  in  which  a  special  duty  had 
to  be  performed  during  certain  periods.  They  argued  that  the 
sentence  left  the  question  of  what  was  a  just  and  reasonable 
distribution  of  cars  iVi  time  of  surplus  to  the  discretion  of.  ths 
carrier  and  the  Commission;  that  during  periods  of  car  shortage 
the  second  sentence  specified  the  particular  manner  in  which  the 
cars  were,  to  be  distributed  and  left  nothing  regarding  the  dis- 
tiibution  to  the  carriers  or  to  the  Commission. 

"In  other  words,"  said  Bartel,  "the  interveners'  position 
seems  to  be  that  we  must  disassociate  the  two  sentences  in  para- 
graph 12  of  section  1  and  have  the  first  applied  to  periods  of  car 
surplus  and  the  second  to  periods  of  car  shortage.  We  cannot 
agree  with  this  contention.  Each  carrier  must  make  just  and 
reasonable  distribution  of  cars  for  transportation  of  coal  among 
coal  mines  served  by  it,  whether  located  upon  its  rails  or  cus- 
tomarily dependent  upon  it  for  car  supply  during  periods  of  car 
surplus  as  well  as  during  periods  of  car  shortage.  Who  is  to 
determine  what  is  reasonable?  That  duty  rests  with  the  car- 
riers initially,  subject  to  appeal  to  the  Commission  by  complaint. 
Each  case  must  stand  on  its  own  bottom." 

Bartel  said  that  whenever  the  facts  are  similar  to  those  con- 
sidered in  the  Illinois  case  the  Commission  must  adhere  to  its 
opinion  in  that  ease.  Upon  his  conclusion  that  the  facts  in  this 
case  are  similar  to  those  considered  in  the  Illinois  case,  Bartel 
based  his  recommendation  that  the  carriers  in  this  case  be  re- 
quired to  observe  the  rule  laid  down  by  the  Commission  in  the 
Illinois  case. 

During  the  period  of  federal  control  the  railroad  adminis- 
tration did  not  observe  the  rule  in  the  Illinois  case.  Owing  to 
the  adoption  of  the  zoning  rule  by  the  fuel  administration,  fail- 
ure to  observe  the  car  distribution  rule  in  the  Illinois  case  did 
not  appear  to  adversely  affect  the  interests  of  the  operators 
artel  said  that  the  operators  accepted  rule  4  of  CS-31,  revised, 
as  a  war  measure  and  were  able  to  operate  under  it  without 
much  trouble  until  September,  1919,  when  a  car  shortage  de- 
veloped. Prior  to  that  time,  Bartel  said,  the  operators  had  all 
the  cars  and  business  that  they  could  take  care  of,  so  that  the 
effects  of  rule  4  were  not  fully  apparent  until  that  time. 


RATE   ON    HOOF   MEAL 

An  award  of  reparation  and  reasonable  rates  for  the  future 
have  been  recommended  by  Examiner  Howard  Hosmer  in  a 
tentative  report  on  No.  12583,  Morris  &  Co.  vs.  Director-General, 
as  agent,  Missouri  Pacific  et  al.,  on  a  proposed  finding  that  a 
rate  of  $2.19  charged  on  shipments  of  hoof  meal  from  Chicago 
to  San  Francisco  was  unreasonable  to  the  extent  that  it  ex- 
ceeded 81.5  cents.  He  also  recommends  that  the  Commission 
find  that  for  the  future  the  rate  on  hoof  meal  from  Chicago  to 
San  Francisco  will  be  unreasonable  to  the  extent  that  it  exceeds 
the  rate  contemporaneously  applicable  on  fertilizer  compounds, 
dried  blood  and  packing  house  tankage. 


OVERCHARGE   ON   COAL 

Examiner  H.  J.  Wagner,  in  a  tentative  report  on  No.  12882, 
Moore  &  Moore,  Inc.,  vs.  Director-General,  as  agent,  has  pro- 
posed that  the  Commission  find  that  a  carload  of  coal  from  Cin- 
cinnati, Iowa,  to  St.  Benedict,  Iowa,  during  federal  control,  was 
overcharged,  direct  a  refund  and  dismiss  the  complaint.  A  rate 
of  $2.50  per  net  ton  was  applied,  but  the  examiner  found  that 
the  shipment  was  overcharged  30  cents  a  ton  because  a  Burling- 
ton tariff  provided  a  joint  rate  of  $2.20  per  net  ton. 


and  shorts  from  certain  points  in  Washington  to  destinations 
in  Montana,  shipped  between  October  8,  1919,  and  January  6, 
1920,  were  applicable,  except  that  one  shipment  was  overcharged 
and  another  undercharged.  The  examiner  found  that  the  rates 
charged  were  applicable  except  that  a  carload  of  hay  moving 
I'rom  Kittitas,  Wash.,  to  Winnette,  Mont.,  on  which  a  rate  of 
34.75  cents  per  100  pounds  was  assessed,  was  overcharged  3.5 
cents  per  100  pounds,  and  that  a  carload  of  bran  and  shorts 
shipped  from  Spokane  to  Roy,  Mont,  on  which  a  rate  of  18.5 
cents  was  assessed,  was  undercharged  11  cents  per  100  pounds. 

RATE  ON   ANTHRACITE 

Dismissal  of  the  complaint  in  No.  12634,  Hewitt-Wilcox 
Coal  Co.  et  al.  vs.  Director-General,  as  agent,  D.  L.  &  W.  et  al., 
has  been  recommended  by  Examiner  H.  W.  Archer  on  a  pro- 
posed finding  that  joint  rates  of  the  Lackawanna  and  the  New 
York  Central  on  anthracite  coal  from  Pennsylvania  mines  to 
Auburn,  N.  Y.,  are  not  unreasonable.  The  same  issue,  among 
others,  the  examiner  said,  was  considered  in  Goss  vs.  Director- 
General,  58  I.  C.  C.,  169,  in  which  both  the  complainants  and  the 
defendants  in  the  instant  case  were  parties.  The  Commission 
there  found  that  the  evidence  submitted  did  not  sustain  the 
allegation  of  unreasonableness  and  declined  to  grant  a  rehearing, 
he  said.  In  the  instant  case,  the  examiner  said,  the  evidence  of 
the  complainants  in  support  of  their  contentions  was  meager. 


TIME  FOR   FILING  CLAIMS 

The  Traffic   World   Washington  B.ureaii 

Representative  Newton  of  Minnesota,  member  of  the  House 
committee  on  interstate  and  foreign  commerce,  has  introduced 
a  bill  (H.  R.  9908)  which  will  take  the  place  of  Senate  Bill  621 
providing  for  extension  of  time  until  September  1,  1922,  for  the 
filing  with  the  Commisison  of  straight  overcharge  claims  against 
the  Director-General.  The  new  bill  embodies  the  provisions  of 
the  Senate  bill  and  also  provides  for  amendment  of  section  206 
(a)  of  the  transportation  act  so  that  actions  to  enforce  awards 
against  the  Director-General  may  be  brought  within  one  year 
after  the  date  of  the  Commission's  award.  The  reason  for  this 
additional  legislation  was  pointed  out  in  The  Traffic  World  last 
week. 

Mr.  Newton  said  it  was  at  first  proposed  to  offer  the  amend- 
ment as  to  suits  against  the  Director-General  on  awards  made 
by  the  Commission  on  the  floor  of  the  House  when  Senate  Bill 
621  came  up  for  consideration,  but  it  was  concluded  that  the 
House  would  understand  the  situation  better  if  an  entirely  new 
bill  were  prepared.  Therefore,  he  said,  the  House  committee 
would  be  asked  January  16  to  reconsider  its  favorable  report  on 
Senate  Bill  621  and  substitute  therefor  the  new  bill  covering 
both  straight  overcharge  claims  and  suits  to  enforce  awards 
against  the  Director-General. 

Mr.  Newton  said  he  was  confident  the  proposed  legislation 
would  be  put  through  within  the  next  two  or  three  weeks  at  the 
latest.  Senator  Cummins  favors  the  revised  bill  and  the  Senate. 
it  is  expected,  will  agree  to  the  measure  as  soon  as  the  House 
passes  it.  The  shippers  of  the  country  in  the  last  week,  accord- 
ing to  Mr.  Newton,  have  made  known  their  desire  to  have  the 
straight  overcharge  claim  legislation  put  through. 

Mr.  Newton's  bill  follows: 

Be  it  enaced  by  the  Senate  and  House  of  Representatives  of 
the  United  States  of  America  in  Congress  assembled.  That  subdivision 
(a)  of  section  206  of  the  Transportation  Act,  1920,  be,  and  the  same 
hereby  is,  amended  by  striking  out  the  period  at  the  end  thereof, 
substituting  a  semicolon,  and  adding  the  following: 

"Except  that  actions  to  enforce  awards  made  by  the  commission 
under  the  provisions  of  subdivision   (c)    against   the  agent   so  desig 
nated   by   the   President   may   be   brought   within   one   year   after   the 
date    of    the    commission's    award." 

Sec.  2.  That  subdivision  (c)  of  said  section  206  be,  and  the  same 
hereby  is,  amended  to  read  as  follows: 

"(c)  Complaints  praying  for  reparation  on  account  of  damage 
claimed  to  have  been  caused  by  reason  of  the  collection  or  enforce- 
ment by  or  through  the  President  during  the  period  of  Federal  con- 
trol of  rates,  fares,  charges,  classifications,  regulatons,  or  practices 
(including  those  applicable  to  interstate,  foreign,  or  intrastate  traffic^ 
which  were  unjust,  unreasonable,  unjustly  discriminatory,  or  unduly 
or  unreasonably  prejudicial,  or  otherwise  in  violation  of  the  In- 
terstate Commerce  Act,  may  be  filed  with  the  commission  with- 
in one  year,  or,  if  so  claimed  in  respect  of  over  charges  above 
the  legal  tariff  charge,  within  two  years  and  six  months,  after 
the  termination  of  Federal  control,  against  the  agent  designated 
by  the  President,  under  subdivision  (a),  naming  in  the  petition  the 
railroad  or  system  of  transportation  against  which  such  com- 
plaint would  have  been  brought  if  such  railroad  or  system  had  not 
been  under  Federal  control  at  the  time  the  matter  complained  of 
took  place.  The  commission  is  hereby  given  jurisdiction  to  hear  and 
decide  such  complaints  in  the  manner  privided  in  the  Interstate  Com- 
merce Act,  and  all  notices  and  orders  in  such  proceedings  shall  be 
served  upon  the  agent  designated  by  the  President  under  subdivision 
(a)." 

The  House  committee  on  interstate  and  foreign  commerce 
voted  January  16  to  substitute  the  Newton  bill  for  Senate  bill 
621  when  the  latter  measure  is  called  up  in  the  House. 


HAY,  ETC.,  WASHINGTON  TO  MONTANA 

An  adjustment  of  the  charges  and  dismissal  of  the  complaint 

has  been  recommended  by  Examiner  H.  J.  Wagner  in  a  tentative 

report  on  No.  13022.  W.  P.  Devereaux  Co.  vs.  Director-General,  as 

agent,   on   a   proposed   finding   that   charges   on   hay,  feed,   bran 


C.  W.  I.  BONDS. 

The  Chicago  &  Western  Indiana  has  applied  to  the  Com- 
mission for  authority  to  issue  $223,000  of  consolidated  4  per 
cent  mortgage  bonds  for  the  purpose  of  retiring  and  refunding 
a  like  amount  of  general  mortgage  bonds. 


J.inu.. 
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Traffic  Lesson  No.  2 


Volume  and  Characteristics  of  Railroad  Traffic — Second  Lesson  in  the  Course  Written  for  the  Traffic 
NYorld  by  Grover  G.  Huebner,  Ph.  D.,  Professor  of  Transportation  and 
Commerce,  University  of  Pennsylvania— (Copyrighted) 


In  UC"  i lit-  railroad  system  described  in  the  preceding 
lesson  handled  the  largest  volume  of  traffic,  both  freight  and 
passenger,  that  it  has  ever  handled  In  any  one  year.  The  fall- 
ing off  In  traffic  in  1921  is  traceable  directly  to  the  existing 
nation-wide  and  world-wide  business  depression.  It  is  tempor- 
ary In  character  and.  as  has  repeatedly  occurred  in  the  past, 
the  depression  will  doubtle.v  be  followed  by  renewed  prosperity 
which  will  bring  with  it  a  gradually  increasing  volume  of  rail- 
road traffic.  A  preliminary  knowledge  of  this  traffic  Is  essential, 
for  its  volume  and  characteristics  influence  in  a  large  measure 
the  charges  imposed  and  the  practices  and  methods  which  have 
developwl  in  the  railroad  business. 

The  freight  traffic  of  all  Class  1  lines  advanced  from  396,- 
365.917.082  ton  miles  In  1916  to  I  .000  In  1920,  and  their 

:•"•  I  -»~ 


passenger  traffic  from  34.585,952,026  to  46.724,800,000  passenger- 
miles.  Their  total  operating  revenues,  before  deducting  any 
expenses,  crew  from  12,871 .563.000  In  1915  to  $6.171.493,000  in 
1920.  These  aggregates  are  so  large  that  they  transcend  com- 
prehension, but  they  disclose  the  dominating  Importance  of 
freight  traffic,  for,  in  1919,  the  last  year  for  which  the  detailed 
statistics  of  the  Interstate  Commerce  Commission  have  been 
published,  freight  traffic  accounted  for  68.84  per  cent  of  the 
operating  revenues  of  the  Class  1  lines  then  under  federal  con- 
trol, and  77.45  per  cent  of  the  operating  revenues  of  Class  1 
llntf  not  tinder  federal  control.  Their  passenger  traffic  revenue* 
comprised  22.94  per  cent  and  15.38  per  cent,  respectively,  of  the 
operating  revenues  of  the  federal  and  non-controlled  lines.  The 
remainder  consisted  of  earnings  realized  from  a  wide  range  of 
sources  such  as  storage,  demurrage,  stockyard,  grain  elevator, 
hotel  and  restaurant,  dining  car,  sleeping  and  parlor  car,  excess 
baggage,  mall,  express,  milk,  switching,  water  line  and  other 
services  and  charges.  Detailed  Information  may  be  obtained 
from  the  "Annual  Report  on  the  Statistics  of  Railways  In  the 
United  States"  published  by  the  Interstate  Commerce  Commls- 
-  H 

The  railroads  are  required  to  report  their  gross  revenues 
to  the  Interstate  Commerce  Commission  and  keep  their  accounts 
in  accordance  with  a  uniform  schedule  of  revenues  and  expenses 
which  divides  their  earnings  into  as  many  as  39  separate  items 
or  sources.  The  net  earnings  of  the  railroads  are  not  subdivided 
according  to  their  sources,  and  the  percentage  obtained  from 
the  freight  service  can,  therefore,  not  he  stated  for  the  country's 
satire  railroad  system.  The  estimates  that  have  been  made  for 
a  number  of  Individual  lines,  however,  indicate  that  the  expenses 
Incurred  In  the  passenger  service  are  relatively  heavy  and  that 
the  net  revenues  of  the  passenger  service  usually  constitute 
s,  minor  share  of  the  total.  If  a  freight  ratio  based  on  net 
revenues  were  known  for  the  United  States  as  a  whole,  It  would 
b*  In  excess  of  the  percentage  stated  above. 

Volume  of  Traffic. 
The  volume  of  freight  traffic  cannot  be  adequately  expressed 


in  terms  of  a  single  statistical  unit,  for  each  has  its  particular 
shortcomings.  A  combination  of  different  traffic  Units,  how- 
ever, is  available,  and  they  can  readily  be  applied  to  the  railroad 
system  as  a  whole,  to  the  railroads  located  respectively  in  the 
three  major  territorial  districts  denned  in  the  first  lesson,  or 
to  an  individual  railroad.  Since  all  of  the  various  traffic  units 
for  the  year  1920  are  not  at  present  available  for  the  entire 
railroad  system  of  the  United  States,  those  for  1919  will  in  some 
instances  be  used. 

In  192(1  the  Class  1  lines  carried  2.499,313,000  tons  of  freight 
as  compared  with  2.2.".».:.i'.2.000  tons  in  1919.  As  is  shown  in 
the  accompanying  diagram  (No.  1)  the  lines  in  Kastern  territory 
in  1919  carried  55.1  per  cent  of  the  total  tons  of  traffic,  those  in 

tern  territory  carried  29.5  per  cent,  and  those  in  Southern 
territorji  15.4  per  cent. 

Volume  expressed  in  tons  does  not,  however,  convey  a  com- 
plete picture  of  traffic  because  tonnage  does  not  take  into  ac- 
count the  distance  it  was  transported.  An  Important  traffic 
unit,  therefore,  Is  the  ton-mileage  or  number  of  tons  carried  one 
mile.  The  amazingly  large  ton-mileage  of  1920  has  been  stated 
above.  That  of  1919  was  somewhat  smaller,  but  it,  too,  reached 
the  aggregate  figure  of  395,679,000.000.  Of  this  45.6  per  cent 
waa  carried  by  Eastern  lines.  36.8  per  cent  by  Western  lines,' 
and  17.6  per  cent  by  Southern  lines.  The  ton-mileage  propor- 
tion of  the  lines  in  Western  territory  is  greatly  in  excess  of 
their  tonnage  proportion  because  of  the'  large  areas  served  by 
them  and  the  resulting  average  length  of  their  hauls.  The 
typical  haul  of  the  average  railway  in  Western  territory  in  1919 
was  224.35  miles  as  compared  with  147.07  miles  In  Eastern 
territory  and  208.95  in  the  South. 

Ton-mileage  may  be  supplemented  by  loaded  freight  car 
mileage  and  freight  train  mileage,  both  of  which,  however,  are 
primarily  operating  rather  than  traffic  units.  The  freight  train 
mileage  of  all  Class  1  lines  advanced  but  slightly  from  537,804,- 

In  1915  to  549.657,072  In  1919.  Indicating  that  relatively 
fewer  train  miles  were  needed  to  carry  the  heavy  Increase  in 
traffic  occurring  during  this  period.  Loaded  freight  train  car- 
mileage  grew  from  lL'.S<>'.'.<tG3."00  In  1915  to  11.170,4^1,000  in 
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1919,  and  unofficial  returna  indicate  a  figure  in  excess  of  fifteen 
billions  In  1920.  The  high  points  for  freight  train-mileage  and 
loaded  freight  train  car-mileage  were  reached  In  1917  with  631,- 
187,856  and  15,774.877.000.  respectively.  Their  relative  propor- 
tions in  the  three  major  traffic  areas  in  1919  are  shown  in  dia- 
gram No.  1.  They  are  influenced  not  only  by  volume  of  traffic 
and  distances,  but  by  car  capacities,  car  loadings,  train  loads, 
grades  and  the  effective  utilization  of  equipment. 

All  of  the  traffic  units  mentioned  are  affected  by  the  char- 
acter of  the  freight  handled  and  consequently  do  not — consid- 
ered by  themselves — convey  a  complete  picture.  Tonnage,  for 
example,  depends  on  the  weight  of  the  commodities  carried  and, 
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as  a  result,  magnifies  the  traffic  of  the  lines  that  carry  a  large 
share  of  minerals  or  other  intrinsically  heavy  freight.  They 
should,  therefore,  be  studied  in  conjunction  with  the  revenues 
received  for  the  transportation  of  freight.  The  diagram  (No  1) 
shows  that  in  1919,  43.9  per  cent  of  total  freight  revenues  was 
received  by  the  Eastern  lines,  40.3  per  cent  by  those  in  the 
West  and  16.8  per  cent  by  the  lines  of  the  South.  But  freight 
revenues,  likewise,  cannot  be  accepted  as  an  infallible  basis  for 
comparing  different  traffic  areas  or  different  railroads,  because 
they  depend  on  the  freight  rates  in  effect  as  well  as  upon  the 
volume  of  freight  carried.  The  volume  of  freight  carried  cannot 
be  expressed  in  a  single  statistical  figure. 

Density  of  Traffic. 

The  density  of  freight  traffic  is  commonly  expressed  in 
terms  of  the  number  of  ton-miles  for  each  mile  of  road,  and  the 
freight  revenues  per  mile  of  road.  The  former,  which  is  some- 
times referred  to  as  "freight  density,"  increased  from  1,199,093 
in  1915,  to  1,558,081  in  1919,  on  Class  1  lines.  As  is  shown  in 
diagram  No.  2,  the  average  freight  density  in  1919  ranged  from 
992,791  in  the  West  to  2,866,157  in  the  Eastern  section  of  the 
United  States,  and  the  variation  between  individual  lines  was 
even  greater.  Ton-mileage  per  mile  of  road,  however,  is  not  a 
COJnBle te_  Index  of  freight. density,  hec«.iiae  it  doea  not  disclose 
fully  the  revenue  importance  of  freight  traffic.  It  should  bq 
supplemented  vim  the  retains  shutting  faiiiTu  revenue  per 
mile  of  road.  The  19,19  averages  for  the  three  principal  traffic 

DIAGRAM  KG.  3   -   TCKNAGE  DISTRIBUTION  ON  CLASS   I  LINES,    1919 
(Percuntages    of   Total) 


areas  are  shown  in  the  accompanying  diagram;  those  for  indi- 
vidual lines  may  conveniently  be  found  in  the  Interstate  Com- 
merce Commission's  1919  issue  of  its  "'Preliminary  Abstract  of 
Statistics  of  Common  Carriers." 

Kinds  of  Traffic. 

The  freight  tonnage  of  all  the  Class  1  railroads  of  the  United 
States  as  a  whole  is  reported  for  seven  fundamental  commodity 
groups. 

(1)  As  is  shown  in  diagram  No.  3,  an  astonishingly  large 
per  cent  of  the  total  consists  of  "products  of  mines."    In  1919 
nearly  51  per  cent  of  their  tonnage  was  made  up  of  coal,  ores, 
stone,  sand  and  other  like  commodities,  coke  and  other  mine 
products.     Although  their  actual  tonnage  has  increased,   their 
relative  importance  has  declined  slightly  since  pre-war  years  be- 
cause of  the  more  rapid  growth  of  the  tonnage  of  various  other 
groups  of  commodities. 

(2)  Manufactures  comprised  17.4  per  cent  of  the  entire  ton- 
nage, and  are  gradually  advancing  in  relative  importance.    The 
heaviest  tonnage  in  their  order  of  importance,  as  reported,  con- 
sisted of  (a)  cement,  brick  and  lime,  (b)  petroleum  and  other 
oils,   (c)  bar  and  sheet  metal,   (d)   miscellaneous  castings  and 
machinery,  (e)  pig  and  bloom  iron,  (f)  sugar,  (g)  wagons,  car- 
riages, tools,  etc.,  (h)  iron  and  steel  rails,  (i)  household  goods 
and  furniture,    (J)    agricultural  implements,    (k)    wines,  liquors 
and  beers,  and   (1)  naval  stores.     Forty-three  and  one  quarter 
millions   of   tons   of   unenumerated   articles   are   also   included 
in  the  grand  total  of  108,769,000  tons  of  manufactures. 


(3)  Forest  products  comprised   9.17   per  cent  of  the  total 
freight  tonnage,  their  share  being  reduced  by  the  large  volume 
of  logs,   lumber  and  lumber  products  transported  on  the  sea- 
boards.  Great   Lakes   and    inland   waterways   in   barges,    rafts, 
steamers  and  sailing  vessels.     The  position  of  forest  products 
carried  by  railroads,  moreover,  has  declined  slightly  relative  to 
their  total  tonnage. 

(4)  The   tonnage  of   agricultural   products   is   surprisingly 
small,  because  many  farm  products  are  intrinsically  light.     In 
1919  they  comprised  but  11.2  per  cent  of  the  total  rail  tonnage. 
The  grain  and  flour  traffic,  which  is  of  such  dominant  importance 
as  a  source  of  revenue  to  many  of  the  western  lines  and  is 
largely  sought  by  many  other  lines,  made  up  only  5.64  per  cent 
of  the  country's  rail  tonnage;  fruit  and  vegetables,  2.49  per  cent 
and  cotton  .43  of  1  per  cent.     Hay,  tobacco  and  mill  products, 
other  than  flour,  each  constitutes  less  than  1  per  cent  of  the 
entire  rail  tonnage  of  the  United  States.     The  relative  tonnage 
of  farm  products  increased  somewhat  because  the  country's  farm 
output  was  encouraged  during  the  war  both  by  high  prices  and 
governmental  activity.     It  is   probable   that   the   unprecedented 
decline  in  the  prices  of  some  of  the  farm  staples  in  1921  may 
have  an  effect  on  the  railroad  tonnage  of  farm  products  in  the 
future. 

(5)  Livestock  and  other  products  of  the  animal  industries 
comprised  3.03  per  cent  of  the  railroads'  tonnage  in  1919.    Live 
animals,  poultry  and  fish  products,  wool,  hides  and  skins  and 
other  animal  products,  are  each  important  sources  of  railway 
revenue  in  some  parts  of  the  country,  and  their  tonnage  is  not 
an  accurate  measure  of  their  revenue  importance.  As  in  case  of 
farm  products,  it  is  doubtful  whether  the  relative  increase  in 
livestock  tonnage  in  recent  years  will  be  maintained. 

(6)  The  remainder  of  the  railroads'  tonnage,  as  reported 
by  the  Interstate  Commerce  Commission,  is  grouped  into  "mis- 
cellaneous   commodities    not    specified    above    (carload    rates)," 
and  "L.  C.  L.  goods  not  distributed  above."     In  1919  the  former 
comprised  3.65  per  cent  of  the  total  tonnage  of  Class  1  carriers 
and  the  latter,  4.6  per  cent. 

The  great  area  and  diversified  industries  of  the  United 
States  create  traffic  conditions  that  vary  widely  in  different 
parts  of  the  country  and  on  different  lines.  Their  bearing  on 
charges,  freight  classification,  and  railway  services  is  so  direct 
that  they  will  be  more  fully  discussed  in  the  following  lesson. 


PAY  OF  I.  C.  C.  EMPLOYES 

The  Traffic  World  Washington  Bureau 

The  traflic  bureau  employes  of  the  Commission  are  much 
exercised  over  a  proposal  pending  in  Congress  to  re-classify 
employes  of  the  government  and  establish  salaries  in  accord- 
ance with  what  Congress  thinks  the  employes  are  worth.  They 
are  perturbed  because,  broadly  speaking,  unless  they  were  clas- 
sified as  professional  employes,  they  would  have  to  suffer  big 
reductions  in  salary. 

Even  if  classified  as  professional  men,  Director  Hardie  ant! 
some  of  his  higher  paid  assistants  would  suffer  reductions.  The 
question  as  to  whether  they  are  professional  or  clerical  em- 
ployes probably  will  be  disposed  of  in  the  legislation  on  the 
subject.  The  bill  (H.  R.  8928)  has  passed  the  House  of  Repre- 
sentatives and  is  pending  in  the  Senate.  The  bill  divides  the 
employes  of  the  government  into  professional,  sub-professional, 
clerical,  custodial,  institutional  and  inquisitional. 

Classification,  it  is  believed,  will  make  serious  changes  in 
the  traffic  bureau  of  the  Commission,  no  matter  whether  the 
rating  is  professional  or  clerical.  Either  classification  will  re- 
sult in  the  reduction  of  the  $10,000  a  year  salary  of  Director 
Hardie  to  a  maximum  of  $6,600.  It  might  be  reduced  to  $4,740. 
Were  the  traffic  and  tariff  men  to  be  rated  as  clerks,  every  one 
of  them  would  have  his  pay  cut. 

The  effect  on  the  bureau,  it  is  believed,  would  be  disastrous 
to  the  interests  of  shippers  who  expect  the  Commission's  staff 
to  be  able  to  meet  the  traffic  men  of  the  railroads  on  a  footing 
of  professional  equality.  The  idea  is  that  such  reductions  as 
are  provided  in  the  bill  would  cause  wholesale  resignations  be- 
cause, as  a  rule,  railroads  are  paying  better  than  the  salaries 
that  would  be  offered  the  rate  men.  The  Commission  had  a 
hard  time  building  up  a  force  because  some  of  the  commission- 
ers could  not  believe  the  salaries  they  were  offering  were  not 
high  enough  to  attract  the  class  of  men  they  desired.  When 
they  did  increase  their  offerings,  they  obtained  more  exper- 
ienced men.  The  latter,  it  is  believed,  will  return  to  railroad 
service  in  the  event  the  bill,  in  its  present  or  even  a  consider- 
ably modified  form,  is  enacted  into  law. 

Senators,  so  far  as  known,  are  not  hostile  toward  the  traf- 
fic men  in  the  Commission.  They,  however,  are  not  informed 
about  the  matter.  Under  the  law  the  government  employes  are 
not  permitted  to  appeal  to  congressmen  in  their  own  behalf. 
Therefore  unless  shippers  or  others  write  to  the  members  of  the 
Senate  civil  service  committee,  they  will  not  obtain  the  infor- 
mation the  traffic  men  of  shippers  may  think  they  should  have. 
The  members  of  the  committee  are:  Sterling,  Cummins,  Colt, 
Bull,  Nicholson,  Stanfield,  Bursum,  McKellar,  Ransdell,  Heflin 
and  Watson.  The  four  last  mentioned  are  the  Democratic  mem- 
bers of  the  committee.  The  others  are  the  Republican  members. 
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*Loss  and  Damage  Decisions 

Caws  Recently  Decided  by  State  and  Federal  Courts 
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LOSS   OF   OR    INJURY  TO    GOODS 

Suit  m  Trover  Held  Not  Election  Not  to  Sue  for  Purchase  Price 
Under  Claim  Subsequently  Assigned: 

i  Supreme  Judicial  Court  of  Massachusetts  Suffolk.)  Where 
a  carrier,  surrendering  goods  to  the  consignee  by  mistake  with- 
out requiring  surrender  of  the  bill  of  lading,  sued  the  consignee 
In  trover,  and  subsequently  took  an  assignment  of  the  shipper's 
cause  of  action  for  the  purchase  price,  the  bringing  of  uu 
action  in  trover  was  not  an  election  preventing  it  from  prevail- 
ing in  an  action  subsequently  brought  on  the  contract  N>  « 
York  Cent.  K.  R.  Co.  vs.  Preedman.  133  N.  E.  Rep.  )ni. 
Carrier  Taking  Assignment  From  Shipper  Not  Bound  to  Elect 
Between  Causes  of  Action  for  Conversion  and  on  Contract: 
Where  a  carrier,  by  mistake  delivering  goods  shipped  under 
an  order  bill  of  lading  without  requiring  Its  surrender,  sued  In 
trover  and  thereafter  settled  with  the  shipper,  took  an  assign- 
ment of  its  cause  of  action  for  the  purchase  price  and  sued 
on  contract,  the  court  on  the  trial  together  of  the  two  actions 
properly  refused  to  require  it  to  elect  or  to  charge  that  there 
•  ould  be  a  verdict  for  plaintiff  In  only  one  case;  the  court  hav- 
ing charged  that  there  could  be  but  one  satisfaction.  -Ibid. 
Requested  Rulings  Properly  Refused  as  Not  Applicable  in  Suit 
by  Carrier  for  Conversion  of  Goods: 

Where  a  carrier,  delivering  goods  without  requiring  sur- 
render of  the  order  bill  of  lading,  took  an  assignment  of  the 
shipper's  action  for  the  purchase  price  and  sued  In  trover  and 
on  the  assigned  cause  of  action,  requested  rulings  in  the  action 
for  conversion  that  plaintiff  could  not  recover  because  not  hav- 
ing the  assignment  at  the  time  of  bringing  that  action  and  be- 
cause not  having  title  at  the  time  of  the  alleged  conversion 
were  properly  refused :  the  action  for  conversion  not  being  based 
on  the  assignment  and  no  issue  Involving  It  having  been  sub- 
mitted.—Ibid. 

Carrier  Held  Authorized  to  Sue  in  Trover  for  Goods  Taken 
Without  Surrender  of  Bill  of  Lading: 

Where  a  bill  of  lading  required  its  surrender  before  deliv- 
ery of  the  property,  the  delivering  carrier,  though  the  freight 
and  demurrage  charge*  had  been  paid,  had  such  right  of  pos- 
session  as  bailee  or  agent  as  would  support  an  action  of  trover 
against  one  obtaining  possession  without  surrendering  the  bill. 
—Ibid. 

Consignee  Obtaining  Possession  Knowing  He  Was  Not  Entitled 
Without  Surrender  Bill  of  Lading,  Liable  for  Conversion: 
If  a  consignee  of  goods  knew  that  he  was  not  entitled  to 
without  surrendering  the  bill  of  lading  and  that  th«- 
carrier  could  not  deliver  the  goods  without  a  breach  of  Its  obli- 
gation to  the  shipper,  and  took  possession  knowing  that  the 
delivery  was  unauthorized  and  would  not  have  been  made  ex 
cept  for  an  Innocent  mistake  of  fart,  a  verdict  agnlnst  him  for 

raion  was  justified. — Ibid. 

No  Demand  Necessary  Before  Suing  in  Trover  Consignee  Ob- 
taining Goods  Without  Surrendering  Bill  of  Lading: 
If  a  consignee  of  goods  knew  that  he  was  not  entitled  to 
without  surrender  of  the  bill  of  lading,  and  that  the 
carrier  could  not  deliver  them  without  a  breach  of  its  obliga- 
tion to  the  shipper,  but  took  possession  knowing  that  delivery 
would  not  bare  been  mail.  -or  an  innocent  mistake  of 

fact  on  the  part  of  the  carrier,  his  possession  of  the  goods  was 
unauthorised  and  wrongful,  and  no  demand  was  noressary  by 
the  carrier  before  sum*  in  irn\-r  Ibid. 

Consignee's  Belief  That  Receipt  of  Goods  Without  Surrender  of 
Bill  of  Lading  Was  Justified  Held  No  Defense  to  Trover  by 
Carrier: 

Though  a  consignee  receiving  goods  shipped  under  an  or- 
der bill  of  lading  without  surrendering  the  bill  believed  that 
his  receipt  of  the  good"  was  justified  because  of  the  carrier's 
surrender  of  its  actual  possession,  such  belief  comtlttifrd  no 
defense  in  ma  action  nf  Ibid. 

Refusal  of  Ruling  to  Find  for  Defendant  Not  Reviewable,  When 
Bill  of  exceptions  Does  Not  Contain  All  the  Evidence: 

•  •rror  In  refusing  a  ruling  that  upon  all  the  evidence  the 
Jury  must  And  a  verdict  for  defendant  wan  shown,  where  the 
bill  of  exception*  did  not  purport  to  contain  all  the  material 
•vM«nc*>.— Ibid. 

Refusal  of  Rulings  as  to  Recoupment  Immaterial  When  Un- 
warranted by  Evidence: 

In  an  an  ion  by  a  carrier  which  delivered  goods  without 
the  «urrend-r  of  the  bill  of  lading  and  subsequently  "tiled  with 
the  shipper  and  sued  the  consignee  In  truer  and  on  an  assign- 
Bent  of  tbe  shipper's  claim  where  there  was  no  evidence  bear- 
»ndant>  claim  of  recoupment,  the  refusal  of  re- 
quested nillng.«  relating  thereto  wan  Immaterial. — Ibid. 


Evidence   in    Action    by    Carrier   Held    Not   to   Warrant   Abstract 

Instruction   as  to    Recoupment: 

in  a  carrier's  action  on-  an  assignment  of  the  shipper's 
claim  for  the  purchase  price  against  the  consignee  who  had  ob- 
tained possession  without  surrendering  the  bill  of  lading,  evi- 
dence that  lamps  were  broken  when  received  held  not  to  require 
an  abstract  instruction  as  to  defendant's  right  to  recoupment, 
where  the  nature  of  the  breakage  or  whether  it  diminished  the 
value  of  the  lamps  was  net  shown. — Ibid. 
Exceptions  Not  Argued  Are  Waived: 

Exceptions  to  the  charge  will  be  treated  as  waived  when 
not  argued. — Ibid. 
Damages  Under  Contract  of  Resale  Not  Ordinarily  Recoverable: 

The  measure  of  damages  for  breach  of  a  contract  of  sale  is 
ordinarily  the  difference  in  the  value  of  the  property  in  the  con- 
dition in  which  it  was  required  to  be  under  the  contract  and  its 
actual  value,  and,  there  being  nothing  to  warrant  the  applica- 
tion of  a  different  rule,  damages  accruing  to  the  purchaser  un- 
der a  contract  of  resale  cannot  be  charged  against  the  seller. — 
Ibid. 
Exclusion  of  Evidence  Not  Error  When  Relevancy  Is  Not  Shown: 

In  an  action  for  the  purchase  price  of  goods  with  plea  of 
recoupment  by  the  buyer,  the  exclusion  of  a  question  as  to  what 
he  had  to  do  before  he  sold  the  material  in  the  lamps  purchased 
was  not  available  error,  where  no  offer  of  proof  was  made  and 
it  did  not  appear  that  the  subject  was  relevant  to  any  Issue,  as 
error  must  be  shown  in  order  to  sustain  an  exception. — Ibid. 
Dealer  Held  Competent  to  Give  Opinion  as  to  Market  Value  of 

Junk: 

In  an  action  for  the  purchase  price  of  used  arc  lamps,  the 
testimony  of  a  witness  who  had  been  In  the  business  of  selling 
new  and  second-hand  metals  for  20  years,  had  dealt  in  second- 
hand arc  lamps  of  the  kind  sold  defendant,  which  were  well- 
known  lamps  of  standard  form,  and  who  was  familiar  with  their 
construction  and  value,  held  properly  permitted  to  testify  as  to 
their  metal  contents  and  its  market  value  as  junk,  over  the  ob- 
jection that  he  had  not  seen  the  particular  lamps  and  did  not 
know  when  they  were  made. — Ibid. 
Stipulation  for  Notice  of  Claim  Within  Four  Months  Is  Valid; 

Burden  on  Carrier  to  Show  Failure  to  Give  Required  Notice 

of  Claim: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  Where  a 
shipper  signs  and  accepts  a  bill  of  lading  containing  a  stipula- 
tion that  claims  against  the  carrier  should  be  made  In  writing 
to  the  carrier  "at  the  point  of  delivery  or  at  the  point  of  origin 
within  four  months  after  the  delivery  of  the  property,  or  in  case 
of  failure  to  make  delivery,  then  within  four  months  after  a 
reasonable  time  for  delivery  has  elapsed,"  this  clause  is  valid 
and  binding;  and  in  a  suit  for  damages  for  unreasonable  delay 
In  the  delivery  of  goods,  where  it  appears  that  such  notice  was 
not  given  either  by  the  consignor  or  the  consignee,  nor  waived 
by  the  carrier  a  recovery  will  not  He.  Southern  Ry.  Co.  vs. 
Simpson.  20  Oa.  App.  290,  93  8.  E.  47;  Mitchell  vs.  Atlantic,  etc.. 
R.  Co.,  15  Ga.  App.  797,  84  8.  E.  227.  But  where  the  consignee 
does  not  sue  upon  the  express  contract  evidenced  by  the  bill  of 
lading,  but  brings  his  action  in  tort  based  solely  upon  the  pub- 
lic duty  of  the  carrier  to  properly  transport  and  deliver  tin 
goods,  and  upon  the  custom  of  the  carrier  to  notify  consignees 
Immediately  after  the  arrival  of  shipments  at  destination,  and 
where  It  is  the  carrier  who  sets  up  by  its  plea  and  introduces 
In  evidence  such  bill  of  lading  with  its  stipulation  as  to  notice, 
the  burden  of  proof  lies  upon  the  carrier  to  farther  sustain  its 
affirmative  plea  and  defense  by  showing  the  failure  of  the  plain 
tnT  _to  give  the  notice  thus  required.  10  Corpus  Juris,  302. 

sjthern  Ry.  Co.  vs.  Bunch,  109  S.  E.  Rep.  623.) 
Measure  of   Damages  for   Unreasonable   Delay   Stated;    Plaintiff 

May   Write   Off   Excess   When   Judgment   Excessive: 

When  this  case  waa  previously  before  this  court  upon  ex- 
•ions  to  the  overruling  of  the  defendant's  general  demurrer, 
It  was  held  that  the  proper  measure  of  damages  for  the  alleged 
unreasonable  delay  In  the  delivery  of  the  goods  wan  "the  dif- 
ference between  their  market  value  when  they  should  have 
been  delivered  and  their  market  value  when  they  were  deliv- 
ered, with  Interest  from  the  former  date,  less  the  freight,  if 
unpaid."  Southern  Ry.  Co.  vs.  Bunch,  25  Ga.  App.  45,  46(1). 
102  8.  E.  462.  On  the  subsequent  trial  it  appeared  that  there 
were  two  shipments  of  goods,  the  flrst  made  November  9,  1916. 
and  received  at  destination  November  17,  1915,  and  the  second 
shipped  February  9,  1916,  and  received  at  destination  February 
17,  1916.  to  the  second  of  these  shipments,  the  record  discloses 
no  proof  whatever  as  to  the  damages  for  the  alleged  unreason- 
able detention  in  the  defendant's  warehouse;  but  as  to  the  first 
shipment,  there  was  sonic  evidence,  admitted  without  objection, 
from  which  the  jury  were  authorized  to  find  that  there  was  a 
decrease  in  value  by  the  delay  amounting  to  as  much  as  one- 
half  of  $300,  or  |160,  and,  to  add  interest  thereto  at  7  per  i  • 
from  November  17,  1915,  to  the  date  of  trial,  January  17,  1921. 
$54.26.  As  the  grounds  of  the  motion  for  a  new  trial  are  with- 
out merit,  except  as  to  the  amount  of  the  finding,  the  plaintiff 
in  the  court  below  Is  given  the  privilege  of  writing  off  the  mi 
authorized  amount  of  the  finding,  to  wit.  $75.76,  at  the.  time  the 
remlttltur  from  this  court  is  made  the  judgment  of  the  trial 
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rourt.  In  which  event  the  Judgment  will  stand  affirmed;  other- 
wise the  judgment   is  reversed.-    Ibid. 
Intrastate  Rate  Limiting  Liability  Within  Federal  Control: 

(Court  of  Civil  Appeals  of  Texas,  Texarkana.)  Under  Act 
Cong.  Aug.  29,  HUH,  Sec.  1  (U.  S.  Comp.  St.  Sec.  1974A),  au- 
thorizing the  President  to  take  possession  of  the  railroads,  and 
Act  March  21.  1918,  Sec.  10  (U.  S.  Comp.  St.  1918,  U.  S.  Comp. 
St.  Ann.  Supp.  1919,  Sec.  :!115%J),. authorizing  the  President  to 
initiate  rates  by  filing  same  with  the  Interstate  Commerce 
Commission,  a  rate  so  filed  by  a  railroad  under  the  government 
was  controlling,  and  such  rate  having  limited  the  amount  re- 
coverable on  baggage  to  $100,  the  owner  could  not  recover  more 
on  an  intrastate  shipment  by  virtue  of  the  state  law,  Vernon's 
Saylt-s'  Ann.  Civ.  St.  1914,  Art.  708.  (Payne,  Agent,  vs.  McCon- 
nell,  234  S.  W.  Rep.  942.) 

Rate  Filed  with  Interstate  Commerce  Commission  Notice  of 
Limitation  of  Baggage  Liability,  Unless  Greater  Value  De- 
clared by  Owner: 

A  rate  filed  with  the  Interstate  Commerce  Commission  con- 
taining a  limitation  of  baggage  liability  to  $100,  unless  a  greater 
value  is  declared  by  the  owner  and  excess  charges  paid,  was 
notice  of  such  limitation,  and  governed  the  amount  recoverable 
in  case  of  loss  as  against  the  state  statute. — Ibid. 

TELEGRAPHS  AND  TELEPHONES 

Annoyance  and  Inconvenience  Elements  of  Damages  for  Discon- 
necting: 

(Commission  of  ^  Appeals  of  Texas,  Section  A.)  Annoy- 
ance and  inconvenience,  if  suffered,  are  proper  elements  of 
actual  damages  for  the  breach  for  telephone  service  by  an 
unwarranted  discontinuance  of  such  service. —  (Southwestern 
Telegraph-  &  Telephone  Co.  vs.  Riggs,  234  S.  W.  Rep.  875.) 

Where  the  finding  of  a  jury  on  an  issue  of  fact  has  been 
approved  by  the  Court  of  Civil  Appeals,  the  action  of  the  Court 
of  Civil  Appeals  is  final,  and  not  reviewable  by  the  Supreme 
Court.— Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 


'Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 


Damage   to   Shipper  from    Discrimination    Held   to    Be   Difference 

Between    Rate    Paid    and    That   Charged    Other   Shippers   for 

Like  Commodity: 

(Supreme  Court  of  Washington.) — Where  an  order  of  the 
Public  Service  Commission  established  a  rate  paid  by  a  favored 
shipper  as  general  to  all  shippers  so  situated,  the  damages  to  a 
shipper  for  being  discriminated  against  is  the  amount  between 
the  published  rate,  which  he  paid,  and  the  rate  established  by 
the  Public  Service  Commission  on  the  basis  of  what  the  favored 
shipper  paid.  (Tacoma  Eastern  R.  Co.  vs.  Public  Service  Com- 
mission of  Washington  et  al.,  202  Pac.  Rep.  1.) 
Elements  of  Reasonableness  of  Order  for  Physical  Connection 
of  Tracks 'Stated: 

(Supreme  Court  of  Washington.) — In  determining  the  rea- 
sonableness of  an  order  of.  the  Public  Service  Commission, 
under  Rem.  Code  1915,  sec.  8626-61,  for  physical  connection  of 
the  tracks  of  two  railroad  companies,  the  court  must  consider  all 
the  facts,  places,  and  persons  interested,  the  volume  of  business 
to  be  affected,  the  saving  in  time  and  expense  for  the  shipper, 
as  against  the  cost  and  loss  of  the  carrier..  (Northern  Pac.  Ry. 
Co.,  et  al  vs.  Public  Service  Commission  of  Washington  et  al, 
202  Pac.  Rep.  4.) 
Physical  Connection  of  Tracks  Unnece$sary: 

A  rival  railroad  should  not  be  required  to  make  physical 
connections  with  another  railroad  in  order  that  a  shipper  may 
purchase  timber,  manufacture  it,  and,  using  the  terminal  fa- 
cilities of  the  first  railroad,  ship  it  over  the  proposed  connecting 
line  to  a  rival  railroad  for  final  shipment. — Ibid. 
Commission's  Finding  Conclusive  as  to  Administrative  Orders 

Operating   in    Future: 

(Argued  Nov.  17,  1921.  Decided  Dec.  5,  1921.)  As  to  admin- 
istrative orders  operating  in  futuro,  the  Interstate  Commerce 
Commission's  findings  of  fact  are  conclusive,  subject  to  certain 
qualifications,  and  a  finding  that  discrimination  is  unjust  is  ordi- 
narily a  finding  of  fact.  (Central  R.  Co.  of  New  Jersey  et  al.  vs 
United  States  et  al.,  42  Supreme  Court  Rep.  80.) 
Courts  Can  Review  Finding  as  to  Whether  Facts  Establish  in 

Law    Discrimination    by   Carrier: 

The  question  whether  the  discrimination  by  a  carrier  found 
to  exist  can  be  held  in  law  to  be  attributable  to  the  parties  to 
the  order,  and  whether  they  can  be  required  to  cancel  existing 
joint  rates  unless  it.  Is  removed,  can  be  reviewed  regardless  of 
any  finding  by  the  Commission. — Ibid. 


Commission  Can  Direct  Transit  Privilege  to  Be  Granted  or 
Withdrawn: 

Under  Interstate  Commerce  Act  Feb.  4,  1887,  sec.  1,  as 
amended  (Comp.  St.  Sec.  8563),  requiring  carriers  to  establish 
in  connection  with  their  rates  reasonable  rules  and  regulations, 
the  Commission  could  require  carriers  establishing  joint  rates 
either  to  grant  to,  or  to  withdraw  from,  shippers  the  privilege 
of  creosoting  in  transit. — Ibid. 

Ccmmission  Cannot  Direct  Removal  of  Discrimination  Resulting 
from  Transit  Privilege  of  Other  Lines: 

The  Interstate  Commerce  Commission  cannot,  in  proceed- 
ings against  the  carriers  of  a  certain  territory,  order  such  car- 
riers to  discontinue  discrimination  against  the  complaining  ship- 
per which  results  from  the  grant  by  carriers  in  other  territories, 
with  whom  the  carriers  involved  have  established  joint  rates, 
S.anting  to  competitors  of  complainant  the  privilege  of  creo- 
soting in  transit,  which  privilege  was  not  granted  by  any  of  the 
carriers  involved. — Ibid. 

Withdrawal  from  Joint  Rates  Held  not  Avoidance  of  Discrimina- 
tion from  Transit  Privilege  of  Connecting  Carriers: 
An  order  of  the  Interstate  Commerce  Commission  requiring 
the  carriers   brought   before   it   to   cease   discrimination   against 
the  complaining  shipper,  resulting  from  the  fact  that  his  com- 
petitors were  granted  the  privilege  of  creosoting  in  transit  by 
other   lines   with   whom   the   carriers   had   joint   through    rates, 
could   not   be   complied   with    by   discontinuing   the   joint   rates, 
since  that  would  still  leave  the  complainant's  competitors  with 
the  privilege  under  the  combined  local  rates. — Ibid. 
Commission    Can     Remove    Discrimination    by    Combination    of 
Connecting    Lines: 

Under  Interstate  Commerce  Act.  Feb.  4,  1887,  Sec.  3  (Comp. 
St.  Sec.  8565),  the  Interstate  Commerce  Commission  can  remove 
discrimination  practiced  by  a  combination  of  connecting  car- 
riers as  well  as  that  by  an  individual  railroad. — Ibid. 
Participation  in  Joint  Rates  Does  Not  Make  All  Responsible 
for  Discriminating  Privilege  by  One: 

Mere  participation  by  connecting  carriers  in  a  joint  through 
rate  does  not  make  all  of  them  partners,  nor  liable  for  discrim- 
ination resulting  from  the  grant  by  one  of  them  of  transit 
privilege,  the  payment  for  which  is  retained  by  the  carrier  grant- 
ing it. — Ibid. 

Interstate  Commerce  Act  Originally  Enacted  to  Avoid  Discrim- 
inations by  Same  Carrier  or  Carriers,  and  Purpose  not  Af- 
fected by  Amendments: 

The  purpose  of  Interstate  Commerce  Act  Feb.  4,  1887,  Sec. 
3  (Comp.  St.  Sec.  8565),  as  originally  enacted,  was  to  prevent 
unjust  discrimination  between  localities  in  transportation  rates, 
facilities,  and  privileges  by  the  same  carrier  or  carriers,  and 
such  purpose  was  not  affected  by  Transportation  Act  of  1920. 
nor  by  any  earlier  amendatory  legislation. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Counterclaim   Must  Arise   Out   of  Same   Subject-Matter: 

(District  Court,  E.  D.  Virginia.)  While  courts  of  admiralty 
afford  relief  to  defendants  properly  impleaded  before  it  having 
PS  a  defense  counterclaim,  or  recoupment,  the  transaction  so 
sought  to  be  litigated  must  depend  on  and  arise  out  of  the 
maritime  undertaking  which  is  the  subject-matter  of  the  original 
litigation.  (A.  O.  Anderson  &  Co.,  Inc.,  v.  Susquehanna  S.  S.  Co., 
Inc.,  275  Fed.  Rep.  989.) 

Mere  Fact  that  Ship  Is  Involved  Does  not  Give  Admiralty  Juris- 
diction: 

The  mere  fact  that  a  ship  is  involved,  or  that  transactions 
in  litigation  relate  to  matters  connected  with  or  in  which  a 
ship  may  have  been  used,  will  not  enable  one  to  procure  relief 
either  originally  in  a  court  of  admiralty  or  to  set  the  same  up 
as  a  defense  in  a  cause  properly  pending  therein. — Ibid. 
May  Require  Liability  to  Be  Asserted  and  Claim  to  Be  Instituted 
Within  Particular  Time: 

(District  Court,  E.  D.  Virginia.)  A  common  carrier  may 
limit  or  qualify  his  common-law  liability  by  special  contract 
r.s  to  the  time  within  which  the  liability  may  be  asserted  and 
suit  instituted,  provided  the  limitation  or  qualification  agreed  on 
is  just  and  reasonable,  and  does  not  exempt  the  carrier  from 
losses  or  responsibilities  arising  from  its  own  negligence.  (The 
Turrett  Crown  Vulcanite  Roofing  Co.  Inc.,  vs.  Commonwealth 
S.  S.  Co.,  Limited,  275  Fed.  Rep.  961.) 

Stipulation  in  Bill  of  Lading  as  to  Written  Notice  of  Claim  and 

Commencement  of  Suit  Within  Particular  Time  Held  Valid: 

Stipulation  in  bill  of  lading,  requiring  written  notice  of  claim 

to  carrier  before  removal  of  goods  from  wharf,  and  commence- 
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ment  of  suit  to  recover  for  loss  or  damage  within  three  months 
after  giving  such  notice,  held  valid. — Ibid. 

Shipowner's  Opportunity  to  Ascertain  Damage  to  Cargo  While 
Repairing  Ship  Did  Not  Relieve  Shipper  of  Obligation  to 
Give  Written  Notice  of  Claim  for  Damage  Sustained  on  Sub- 
sequent Voyage. 

Where  cargo  was  unloaded  and  ship  repaired  before  comple- 
tion of  voyage,  the  fact  that  steamship  owner  had  opportunity  to 
ascertain  extent  of  damage  to  cargo  after  cargo  had  been  un- 
loaded, pending  the  repair  of  the  ship,  did  not  relieve  shipper 
from  obligation  of  giving  owner  notice  of  claim  of  loss,  ascer- 
tained on  completion  of  voyage,  after  goods  had  been  reloaded, 
a  condition  precedent  in  the  commencement  of  suit  to  recover 
damage,  where  shipper  had  commenced  suit  of  damage  thereto- 

u.stained  while  ship  was  being  repaired.-  Ibid. 
Shipper's    Commencement   of    Suit    for    Damages    During    Voyage 
Held  Not  to   Entitle   Him  to  Bring  Other  Suit  After  Comple- 
tion of  Voyage,  Without  Notice  of  Claim: 
Where  cargo  was  unloaded  and  ship   repaired  before  com- 
pletion of  voyage,  the  commencement  of  suit  to  recover  dam 
age«  to  cargo  at  the  time  when  such  repairs  were  being  made 
did  not  entitle  shipper  to  bring  suit  after  completion  of  voyage 
for  damages  sustained  during  voyage,  without  giving  shipowner 
notice  of  claim  for  such  damage  required  by  bill  of  lading,  on 
theory  that  commencement  of  former  suit  dispensed  with  n> 
slty  of  such   notice,   where  the  second  suit   was  not   instituted 
within  90  days  after  first  suit,  under  provision  of  bill  of  lading 
requiring  commencement  of  suit  within  90  days  after  notice  of 
claim.— Ibid. 
Commandeered    Ship    Relieved   from   Carrying   Out   Contract: 

(District  Court.  E.  L).  Virginia.)  Owners  of  ships  were  re- 
lieved of  their  obligations  under  contracts  of  affreightment,  pro- 
viding that  carrier  should  not  be  liable  for  loss  occasioned  by 
restraint  of  prices,  etc..  where  they  were  commandeered  by  the 
government  In  time  of  war.  (Vacuum  Oil  Co.  >*  l.uekenbach 
Inc.  ft  al  .  275  Fed.  Rep.  »».) 


LASKER'S  SUBSIDY  PROPAGANDA 

Tin  Tnfe  World  Wukingtom  Burn* 

In  debate  preceding  passage  by  tbe  Senate  this  week  of  a 
bill  authorising,  the  Shipping  Board  to  acquire  a  fuel-oil  station 
and  fresh  water  reservoir  on  Hanell  Island.  St.  Thomas.  Virgin 
Islands,  at  a  coat  of  not  exceeding  $60.000.  Senator  King,  of 
Utah,  said  that  with  the  United  Information  be  had  he  did  not 
feel  like  supporting  the  measure,  and  he  made  an  attack  on  A.  D. 
Lasker.  chairman,  and  other  Shipping  Board  officials  for  spread- 
ing propaganda  for  a  ship  subsidy.  Said  he: 

Until  we  have  further  Information  isaesralag  the  Shipping  Board 
and  the  possibilities  of  Its  successful  operation.  I  am  n-lu.  i  .nt  to 
support  any  measure  which  calls  for  further  appropnatlpna  IBJI 
behalf.  Its  past  history  has  been  discreditable  and  Its  present 
activities  have  not  brought  any  great  assurance  that  a  policy  or 
pWmm  has  been  found  which  will  brlns;  satisfactory  results.  I  am 
not  In  this  statement  making  any  criticism  of  the  present  organhw- 


out  the  country.  I  say  "political  activities"  because  much  of  the 
propaganda  carried  on  by  these  executive  officials  is  of  a  political 
inaracter.  It  relates  to  political  questions  and  governmental 
•olid,-*,  to  party  activities,  and  to  economic,  industrial  and  pollt- 
cal  i|iiest  inns  which  prtivuke  wide  differences  of  opinion.  Both 
Htlltlcal  parties  are  guilty  of  these  Improprieties  ti>  which  I  am 
•ring.  I'nder  the  Wilson  administration  persons  in  executive 
I uunches  of  the  government  sought  to  promote  legislation.  They 
visited  various  parts  of  the  United  States  and  endeavored  to 
develop  public  sentiment  in  behalf  of  measures  which  they  wished 
Congress  to  enact  into  law. 

Upon  a  number  of  occasions  I  criticized  their  activities  and 
condemned  executive  agencies  and  instrumentalities  of  the  gov- 
ernment fur  what  I  conceived  to  be  palpable  transgressions.  Under 
the  present  administration  the  same  course  is  pursued,  perhaps 
with  greater  vigor.  1  repeat,  the  executive  and  the  legislative  de- 
iniist  he  kept  separate:  it  is  not  the  duty  of  executive 

•  ie»     of     the     government     to     devote     their     attention     for     tin 

purpose     of    securing,     legislation     or     creating     public     sentiment     in 

liehalf    of    measures    and     policies    which    otllciiiU     in     the    executive 

departments  of  the  go\  eminent  desire  to  see  enacted  and  adopted. 

I    protest    against    heads   of   bureaus    and    other   federal    executive 

nlsattons    spending    their    time    In    proselyting   among    the    people 

engaging  In  nation-wide  propaganda  aimed  at  the  creation  of 
a  public  demand  for  the  enactment  of  laws,  particularly  such  as 
would  enhance  the  prestige  and  extend  the  authority  and  power 
..i  these  executive  missionaries.  If  it  becomes  necessary  that  men 
are  to  be  paid  to  deliver  speeches  and  carry  on  campaigns  to  de- 
v.-lop  public  sentiment  In  behalf  of  domestic  or  national  policies 
and  national  legislation,  then  Congress  can  make  the  necessary 
appropriations  to  employ  suitable  and  competent  persons  to  per- 
form this  work.  Until  that  Is  done.  1  submit  that  i(  will  be  in 
the  intjrent  of  tin-  public  welfare  if  the  officials  In  the  executive 
I  ranch  of  the  government  will  look  after  the  enforcement  of  the 
Inw  and  the  performance  of  the  duties  .1.  v..l\.  .1  upon  them  bv  law. 

Congress    haa    not    employed    Individuals    to    advocate    ship    sub- 
s'dles.     There   are    millions   of   people    In    the    Unit,  who   are 

opposed     to    subsidies     and     they     will     U-     unwilling     that     executive 
officials    of    th.  <h«]|    give    their    time    In    advocacy    of 

IM.Ilcies    which  ;eve    to    be    Inimical    to    the    public    welfare. 

ngress  desires  the  views  of  executive  otllcialx,   there  Is  a  wn> 
which   these  views   ,,  i,  ,lt    ,,r   ,),..    r,\ited 

»   desires    the    views  of   bureau    clu-  la    of   departments 

or    any    persons    employed    In    the    executive    service    of    the    gov 
•..•nt.    he   will    ask    for  the   submission   of    ili.n     \lews. 

I   think   that   the  time  has  arrived    when    there   should   be  a  check 

his  Indiscriminate  and  persistent  propaganda  carried  on  hv 
persons  within  ex.  .  s  of  the  government  If  those 

charged    with    the    Important    duties    of    administering    the    law    and 

iiinir  the  policies  of  the  government  faithfully  perform  the 
obligations  resting  upon  them,  they  will  !«•  rendering  'a  great  service 
to  the  country. 


md  which  will  brlns;  satis 
making  any  criticism  of 

._*    .„-...    .    -r    of    the    difficulties    whlt_ 

counter.  I  think  there  to  a  disposition  to  susp-nd  ludgment  until 
a  fair  opportunity  to  offered  the  present  administration  to  Inaugu- 
rate reSrmV^rb;rmrab^tre»u^^  warrant  the  enormous 


tlon.    because    I    know 


hi  nave    to    en- 


which are 


However.  I  can  see  no  succe 


for  the  Shipping  Board  or  for  governmental  operation  of  any  part  of 
merchant    marine,    and    I    believe    that    million,    will    be   lost    an- 


nually  to  this  futile  undertaking   If  It  shall   be   persisted   In. 

1    take    this   opportunity    to    call    the    attei  " 
the   activity   of    Mr.    Lasker   in   seeking   to    pr  . 
public   for  a  ship   subsidy.     We   are   advised    by    the    press    thai 
Lasker   to   making   i 
•Ok*  for 


prepare    the    mind    ••'    '!•• 


nportant    eastern    cities    In    favor   of 

a  Mater  tautest  for  MtProprlaUons  from  the  Treasury  of  the  United 
StaWVuIrshapfTJf  iulSldle.  for  the  merchant  marine  of  the 
United  States,  or.  it  least,  for  the  ships  owned  and  operated  hj 
the  government.  I  saw  In  one  paper  that  Mr.  Lasker  had  an- 
aouaced  that  the  President  of  the  United  States  would  soon 
recommend  to  Cimfriiss  a  subsidy  for  *ir  merchant  marine 
Information  to  thai  other  persons  connected  with  the  Shipping 
Board  or  the  Emenjency  Fleet  Corporation  are  encaged  In  similar 

""rC    departments    of    our    government    sre    separate.     The    legis- 
lative   to   separate    from    the    executive,    and    lh»    executive    from    tbe 
ich    branch    of    the    government    has    a    restricted    and 
In    which    It    may    operate.     It    Is    not    a    part    of    the 

branch   of   the   government    to  enact   laws  or   to   formulate 

legislative    plans    and    propagandize    the    country    for    the    enactment 
Into    law    of   such    plans. 

The    executive    department     •  •    ••     law.     It    to    the    duty 

of  officials  charged  with  the  administration  of  our  laws  to  perform 
•lea  and  not  to  transcond  the  legitimate  boundaries  by 
which  they  are  circumscribed.  Unfortunately  a  pel  Icy  has  grown 
up  which  to  tolerated.  If  not  justified,  under  which  officials  In 
executive  branch  of  the  government  devote  a  portion  of  their  time 
In  advocacy  of  legislation  which  they  deem  to  hn  Important.  It 
Is  needless  to  remark  that  legislation  so  advocated  usually  relates 
to  the  particular  agencies  of  the  government  with  which  they  are 
•.fled  and  would  Increase  either  the  power  snd  authority  of 
such  advocates  or  augment  their  emoluments. 

It  Is  a  common  practice  for  persons  connected  with  executive 
departments  snd  agencies  to  visit  various  parts  of  the  country  at 
the  expense  of  the  government  and  deliver  addresses  In  behalf  of 
measures  which  they  desire  to  see  enscted  Into  law.  This  means 
that  Individuals  who  should  be  giving  their  attention  to  the  work 
which  they  are  paid  to  perform  In  executive  departments  are 
spending  a  part  of  their  time  In  traveling  throughout  the  country 
advocating  schemes  and  plans  and  policies  and  legislation  for  their 
benefit  snd  for  the  aggrandisement  of  the  federal  Instrumental- 
wlth  which  they  are  Identified.  Thus  executive  agencies  of 
the  government  dissipate  their  energies  which  should  he  wholly 
devoid  to  their  pnrf  leular  work  In  great  political  activities  through- 


MONEY    FOR    SHIPPING    BOARD 

Tk't  Trjpc  World  Washington  Burtau 

A  1100,000.000  appropriation  for  the  Shipping  Board,  with 
provision  for  additional  funds  from  other  sources,  and  an  in- 
crease from  six  to  thirteen  in  the  number  of  officials  or  em- 
ployes who  may  be  paid  In  excess  of  $11.000  a  year,  was 
recommended  to  the  House  January  18  by  tin-  Mouse  committee 
on  appropriations  when  it  reported  the  appropriation  bill  for 
the  fiscal  year  ending  June  30,  1923. 

For  the  Shipping  Board  apart  from  the  Emergency  Fleet 
'corporation  an  appropriation  of  $350,000  wag  recommended, 
which  Is  $42,500  less  than  the  estimate  for  the  fiscal  year  1923 
and  the  same  as  was  appropriated  for  1922.  An  appropriation 
of  $20.000  was  recommended  for  investigation  of  foreign  dis- 
crlminatlon  against  vessels  and  shippers  of  the  1'nit.il  States. 
a  similar  amount  having  been  appropriated  for  1922. 

The  committee  recommended  for  the  use  of  the  Emergency 
Fleet  Corporation  for  the  fiscal  year  1923  the  sum  of  $100,000,- 
000.  together  with  the  amount,  if  any,  on  hand  July  1,  1922.  the 
receipts  from  operation  of  ships  during  the  fiscal  year  1923,  and 
continuation  of  thff' authority  for  the  use  of  such  portion  of 
155.000,000  from  sales  authorized  in  the  sundry  civil  appropria- 
•on  act  approved  March  4.  1921,  as  remains  uncollected  at  tin- 
«M  of  the  fiscal  year  1923.  Fifty  million  of  the  $100,000.000  Is 
"•prided  for  the  settlement  of  claims  arising  from  the  con- 
struction, requisitioning,  eke.,  of  vessels,  materials,  plants,  etc. 

That  the  Shipping  Board,  not  counting  the  value  of  Its 
mortgages  on  ships  or  the  ships  themselves,  can  reasonably 
claim  to  have  more  than  enough  assets  to  pay  all  Its  liabilities 
and  settle  claims  other  than  those  In  court,  was  claimed  in 
the  testimony  of  Chairman  Lasker  before  the  sub-committee  on 
House  appropriations,  made  public  when  the  appropriation  bill 
wa«  reported. 

Mr.  Lasker  testified  that  the  Shipping  Board  under  state- 
ment of  June  30,  1921,  showed  total  assets  of  about  $666,000,000. 
He  said: 

The  now  Shipping  Board  proceeded  to  reappraise  the  assets  down 
to  the  liquidation  value,  ami  conic*  forward  with  a  schedule  Knowing 
the  i<«. 000,000  of  assets  (which  wore  taken  at  war  coitt)  shrank 
down  to  $.106.000.000.  against  which  they  have  a  reserve  for  still  further 
reduction  of  142,000.000. 

In  thin  f30t.OOQ.000  are  n<  I  note*  receivable  for  ship  Mien 

secured  by  title  or  mortgage,  of  approximately  }99,000.000.  Thin  item 
has  not  been  shrunk  by  the  new  Shipping  Board,  becauxe  the  sales 
price  of  (hips  can  only  !••  •  I  of  Congress.  The  Shipping 

Board  Is  now  making  an  Investigation  with  a  view  to  reporting  the 
•Ituatlon  to  Congress  for  such  action  an  Congress  will  take.  Thus, 
should  the  »al.  rumors  be  reduced,  tin-  assets 

value  of  IJ08.000.000,  |.  us  the  ic'.ncni.d.iii  reserve  and  the  J2.000.00o  sun- 
Dense   credits,    will    shrink   still    further   by   the   amount    of   the    re, In. 
tlon  In   th-  ^htp*   to  the-.'   inn let  i    purchasers. 

Thl«  Shipping  Board   has  arrived  at   HH  flgurcx   through   Inv. 
•  nd  appraisal,  and  It  would  seem,  considering  the  high  -r  Itx 

properties  and  physical  assets,  that  It  has  adopted  n  sound  valuation. 

The   asset*   do   not    Include    the   value   of    (he   ships    hel.i    l,v    the 
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Board,  some   l..".iiu  sl<  -el  ships    in  round  figures,  as  well  as  the  «•••• 

.ships,    which    latter    art-    nl    little,    If  any.    value. 

'I'll.-    Board  shows   eurn-nt    liabilities   under   date   of  July    1    last    Ol 
$71,4511  ......     in   aiMiti"M    li>    I  lie    reserve    anil   suspense    ill  IMS.      There    ale 

outstanding  against   the   Board   claims   not   Included  in   the   fore: 
liabilities,  of  J298.000.000.  against  which  there  are  offsets  of  $79,000,000, 
leaving  total  amount  of  these  claims  $219,000.000. 

Referring  again  to  the  assets  side  of  $306,000,000,  if  we  leave  out 
of  consideration  entirely  the  Item  of  mortgages  for  ship  sales,  we 
have  assets  on  which  the  Board  feels  it  will  realize,  if  given  time, 
$207.000.000,  not  Including  unexpended  appropriation  of  $32,000,000  for 
completion  of  vessels  and  $1.000,000  for  Shipping  Board  operating 
expenses  partially  restricted.  This  amount,  i.  e.,  $207,000,000  less  the 
reserves  and  suspense  item  of  $44,000,000,  leaves  a  net  of  $163,000,000. 
leaving  aside  the  claims,  the  Board  has  debts  of  $71.000,000.  So  it 
will  be  seen  that  in  the  course  of  reasonable  liquidation,  the  Board's 
,lelns  will  be  paid  and  it  will  have  a  surplus  of  some  $91,000,000,  plus 
what  Is  realized  from  the  mortgages  on  the  ships,  plus  the  value  of 
the  unsold  ships  themselves,  against  which  there  will  then  be  the 
outstanding  contingent  liabilities  of  claims  amounting  to  $219.000,000. 
Of  this  total  of  $219,000.000  of  claims  there  are  in  court  $64,000,- 
000  of  admiralty  claims  and  $62,000,000  before  the  Court  of  Claims— 
a  total  of  $116,000,000.  The  amount  of  the  claims  outside  of  court  is, 
therefore  $103,000,000,  which  the  Board  hopes  to  settle  for  approxi- 
mately $50,000,000  —  perhaps  a  little  more  or  perhaps  a  little  less.  The 
Board  has  no  scientific  basis  for  this  hope,  but  rather  bases  it  on  a 
general  knowledge  of  claims  as  such. 

Thus  it  will  be  seen  that  the  Board,  not  counting  the  value  of  its 
mortgages  on  ships  or  the  ships  themselves,  can  reasonably  claim  to 
have  more  than  enough  assets  to  pay  all  its  liabilities  and  settle  its. 
claims  other  than  court  claims. 

This,  by  and  large,  is  the  financial  picture  of  its  situation,  which 
the  Board  feels  it  has  conservatively  drawn. 

In  order  to  settle  the  claims  for  the  amount  named,  the  Board 
feels  that  it  should  have  cash  available  for  immediate  payments,  and 
therefore  of  the  $50,000,000  which  it  asks  for  this  purpose  it  desires 
that  $30,000,000  be  made  available  at  once.  The  Board  in  asking  this 
feels  that  it  is  coming  iff  Congress  as  a  privale  institution  would  come 
to  a  banker,  saying:  "We  have  ample  assets  with  which  to  liquidate  if 
you,  Mr.  Banker,  will  advance  us  the  moneys  which,  in  reasonable 
time,  we  can  pay  back,  if,  through  the  advances,  we  are  given  oppor- 
tunity for  orderly  liquidation." 

The  Board  presents  to  Congress  an  estimated  budget  of  its  rela- 
tive cash  position  on  June  30  next,  which  shows  an  estimated  deficit,  if 
all  its  current  debts  are  to  be  paid  (not  including  claims),  of  $12,378,- 
767,  based  on  no  new  current  appropriations  other  than  the  $12,000,000 
deficiency  appropriation  which  is  to  be  asked  on  account  of  construc- 
tion. In  its  estimated  cash  position  of  June  30,  1922,  the  Board  has, 
for  purposes  of  mirroring  its  contemplated  position,'  assumed  that 
the  requested  deficiency  will  be  granted.  The  Board  has  also  assumed 
that  out  of  the  $56,000,000  appropriation  made  available  to  it  for  the 
current  year  from  liquidation  of  assets,  it  will  realize  but  $25.000,000. 
In  explanation  of  this  the  Board  avers  that  it  could  have  realized  the 
entire  $55,000,000  had  it  been  willing  to  begin  liquidation  immediately 
on  its  assuming  office;  but,  had  it  done  so,  it  would  not  have  had 
proper  inventories  nor  assays  pf  values,  so  that  the  liquidation  would 
have  been  done  possibly  at  great  sacrifice.  The  Board  refused  to  be- 
gin liquidating  until  it  had  both  full  details  of  the  worth  of  its  assets. 
of  general  conditions  surrounding  similar  assets  which  were  in  private 
competition,  and  until  it  had  machinery  set  up  to  realize  the  full 
measure  of  the  worth  of  the  assets.  So  that  at  this  time  the  Board 
has  realized  but  a  few  million  dollars  from  sale  of  assets,  and  esti- 
mates that  by  the  end  of  the  fiscal  year  it  will  have  realized  only 
$26,000,000  out  of  the  $65,000,000  authorized  by  the  Sundry  Civil  Bill 
of  March  4,  1921. 

The  Board  asks  that  whatever  of  the  $55,000,000  has  not  been 
realized  by  June  30  next,  be  made  continuing.  This  leaves  $30,000,000 
from  the  appropriation  which  it  estimates  is  the  continuing  amount 
asked  for.  Of  this  $30.000,000,  $12,378,767  will  be  needed  to  pay  the 
anticipated  deficit  shown  in  the  relative  cash  position  of  June  30,  1922, 
leaving  an  unaccounted  surplus  when  the  $55,000,000  has  been  liqui- 
dated of  $18,000.000.  This  $18,000,000,  the  Board  contemplates,  may  be 
needed  to  finish  reconditioning  ex-German  ships  which  have  been 
partly  reconditioned  by  the  prior  boards,  in  such  cases  as  it  would  be 
profitable  to  the  government  to  complete  such  reconditioning;  the 
moneys  might  also  be  needed  for  liabilities  which  the  Board  has 
not  been  able  to  locate  to  date,  in  spite  of  its  efforts  in  that  direction, 
and  these  moneys  might  further  be  needed  if  the  $50,000.000  to  -settle 
such  claims  as  are  not  in  court  would  not  be  sufficient  for  this  pur- 
pose. If  the  $18,000,000  is  not  needed  in  its  entirely,  it  will,  of  course, 
be  covered  to  the  Treasury  for  establishment  of  the  Construction  Ix>an 
Fund  authorized  by  the  Merchant  Marine  Act  of  1920.  :  It  is  fair, 
however,  to  presume,  in  estimating:  such  a  large  transaction,  that  an 
elasticity  of  $18,000,000  is  none  too  much.  In  any  event,  in  asking 
to  make  the  $66,000,000  appropriation  continuing  for  another  year,  the 
Board  is  not  asking  for  added  appropriations  from  Congress;  it  is  sim- 

Rly   asking   for   Congress'    aid   to   give    the   Board    more   time   in   the 
quidation,  so  that  the  liquidation  should  not  be  made  at  an  uncon- 
scionable sacrifice  and  therefore  at  a  penalty  to  the  Treasury. 

The  Board  has  so  far  been  able  to  locate  some  $16,000,000  due  by 
it  to  the  Navy  Department  for  work  done  prior  to  its  assumption  of 
office  on  July  1,  1921.  Since  the  new  Board  assumed  office,  July  1 
last,  It  has  paid  cash  to  the  Navy  for  all  work  done  by  the  Navy.  Of 
ift^Vy00'000  which  is  due  the  Navy  prior  to  July  1  last,  only 
$9,000,000  was  on  the  books  when  the  new  Board  assumed  office; 
$7,000.000  has  come  in  since,  but  for  obligations  incurred  prior  to  July 
(21.  The  Board  has  been  so  engaged  in  straightening  out  its 
nnances  with  outside  creditors  that  it  has  not  had  opportunity  to 
match  accounts  with  the  Navy,  and  therefore  the  debt  may  be  more 
than  shown  on  the  Board's  books. 

Most  of  the  ships  on  which  work  was  done  for  which  the  Board 
owes  the  Navy  money  have  'been  turned  over  to  the  Navy  by  Ex- 
ecutive Order  within  the  last  few  months,  so  that  the  item  which 
the  Board  owes  the  Navy  Is  for  assets  held  by  the  Navy.  In  fact. 
the  Board  turned  over  to  the  Navy  by  Executive  Order  within  tho 
last  several  months  ships,  the  -cost  of  construction  of  which  was 
about  three  times  what  the  books  show  the  Board  owes  the  Navy 
prior  to  July  1  last. 

The  Board   therefore  asks   that   it  be   forbidden   from  paying   its 
ability  to  the  Navy,   whatever  it  may  be,  for  -amounts  due  prior  to 
July  1  last,  from  any  moneys  that  have  been  or  are  to  be  appropriated 
and   th»t  subsequent   legislation   be   enacted  forgiving   the    debt. 

To  summarize:    On  the  liability  side  the  Board  brings  this  picture 
e 


• 


Steamship  Company  for  contracts  entered  into  before  the  new  Board 
assumed  office,  and  $3,000,000  for  sundry  debts,  a  total  on  the  dis- 
bursi  ment  side  of  $177,600,000.  The  Board  estimates  that  with  the 
i -a.--.li  uii  hand  July  1  last,  with  current  appropriations  from  Congress, 
with  J12.000.000  deficiency  to  be  voted  for  construction,  with  $25,000,- 
000  from  liquidation-  of  the  $55,000,000  allotment,  by  reducing  the 
amount  in  hand  to  agents  something  over  $4,000,000,  and  that  by  for- 
giving us  of  the  Navy  debt,  it  will  have  sufficient  funds  in  the  current 
year  to  pay  all  debts  of  the  Shipping  Board  within  $12,»00,000. 

As  stated  before,  if  the  $55,000,000  is  made  continuing,  it  is  con- 
templated $30,000,000  would  be  left  for  the  Board  to  realize  in  the 
coming  year,  which  would  pay  the  $12,000,000  referred  to  and  leave 
$18,000,000  for  elasticities  covered  above. 

Thus,  if  In  addition,  $50,000,000  is  voted  for  claims,  of  which  $30.- 
000,000  is  asked  to  be  made  immediately  available,  the  Board  figures 
that  it  can  settle  every  debt  it  has,  known  and  contingent,  save  such 
as  may  come  from  the  settlement  of  claims  in  court.  So  that  now 
we  are  at  last  at  the  end  of  the  mystery  as  to  the  Shipping  Board's 
condition.  If  these  things  are  done  that  are  now  asked,  the  Board 
will  be  free  from  debt,  except  court  claims,  and  have  left  its  ship 
mortgages  and  its  ships.  These,  the  Board  claims,  can  be  liquidated 
to  bring  vast  sums  into  the  treasury  if  government  aid  is  given  to 
shipping.  The  Board  asks  for  $50,000,000  appropriation  for  operations 
for  the  fiscal  year  beginning  July  1  next,  basing  this  on  $4,000,000 
monthly  expense  which  it  is  now  sustaining.  The  Board  claims  that 
it  is  losing  less  than  $1,000,000  per  month  on  actual  voyage  operations. 
The  balance  is  in  necessary  repairs  to  keep  up  the  fleet,  cost  of  tie- 
up  of  over  1,100  steel  ships,  and  the  overhead  cost  of  operating  the 
fleet,  liquidating  assets,  and  the  maintenance  of  a  large  legal  depart- 
ment to  settle  claims  and  properly  carry  on  litigation.  Thus,  if  the 
Board  pulled  every  one  of  its  ships  off  the  ocean,  the  expense  of  its 
operation  would  be  in  excess  of  $3,000,000  a  month  until  liquidation  had 
been  completed,  all  the  ships  disposed  of,  and  the  claims  settled  and 
litigation  ended. 

The  Board  feels  that,  beginning  with  next  July,  it  should  be  able 
in  a  very  short  time  comparatively — maybe  a  couple  of  years — to 
end  its  liquidation  and  its  large  overhead  expenses.  In  the  meantime, 
world  ocean  carriage  is  at  its  lowest  now — the  lowest  ever  known  in 
the  history  of  the  world — and  the  Board  feels  that  with  the  slightest 
upturn  in  business,  its  monthly  voyage  losses  will  be  turned  into  a 
profit.  If  this  should  come  within  the  coming  fiscal  year,  of  course, 
the  Board  will  not  need  the  $50,000,000  asked  for  operations,  and  the 
difference  will  be  returned  to  the  Treasury.  The  Board  feels  that  if 
government  aid  is  rendered  American  ships  enough  sales  of  ships 
will  be  made  to  return  sums  to  the  Treasury  beyond  what  the  Board 
will  need  during  its  final  liquidating  days.  In  other  words,  the 
Board  draws  a  promised  picture  that  these  appropriations  are  prob- 
ably, other  than  for  settlement  of  court  claims  and  the  expenses  of 
the  Shipping  Board  for  administering  the  merchant  marine  act,  the 
last  the  Board  may  have  to  ask  from  Congress,  and  that  we  have 
reached  in  these  appropriations  the  end  of  needed  appropriations  for 
the  Shipping  Board.  The  Board  draws  the  further  picture  that  with 
government  aid  its  fleet  can  gradually  be  liquidated  into  private  hands 
and  this  instrument  of  war  turned  into  a  peace-time  profit.  The  Board 
is  able  to  come  with  this  picture  because  of  the  vast  work  of  re- 
organization it  has  done.  By  setting  up  an  organization  of  business 
men  competent  in  the  technical  branch  of  the  myriad-sided  opera- 
tions of  its  business  it  is  bringing  waste  and  chicane  to  an  end;  it  is 
proceeding  to  properly  value  and  liquidate  its  assets;  it  has  been 
able,  by  proper  operation  of  its  fleets,  to  maintain  all  needed  world 
routes  with  a  minimum  number  of  ships  and  an  improved  service 
which  is  fast  winning  back  the  confidence  of  shippers;  it  has  been 
enabled  to  control  outgo  and  to  report  to  Congress  a  true  picture  of 
its  position. 


estimates  Us  operating  loss  for  this  fiscal  year 
.,$31'(l?0'000  was  made  in  the  flrst  six  months, 
nm'     .^,      e  *?*.  tne  subsequent  six  months.     It  reports  in 
^.   t«f  nnnnftnleibt  °f  *7'000'000  to  the  N*vy  uncovered  since  Jujy 
in*™1?00'?0?  '?  c«";ent  debts,   including  the   $9.000.000   due   the 

™  y  K?921'  ihat  were  on  the  books  July  1  last'  also 
rm  M  11  c"m.pley°n  o'  new  vessels  previously  contracted  for 
£S?«»hli£  V  «K  nn°n  June  30  ne#'  *8.2<>0.000  for  reconditioning  the 
Leviathlan.  $5,766.000  assumed  obligations  on  the  United  States  Mall 


AGENCY  AGREEMENTS 
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A.  D.  Lasker.  chairman  of  the  Shipping  Board,  in  testimony 
before  the  House  appropriations  committee,  made  public  this 
week,  went  on  record  as  saying  that  the  board  could  not  get 
away  from  the  managing  agency  agreements  which  he  so  se- 
verely condemned  when  he  became  chairman  of  the  board.  He 
said,  in  part: 

As  the  cost  of  operating  American  ships  is  greater  than  that  of 
any  other,  and  as  other  countries  had  the  established  trade  routes 
which  we  must  lose  money  to  gain,  it  can  readily  be  seen  that  in 
this  depressed  market  it  was  impossible  to  sell  ships,  and  in  a  mar- 
ket where  you  cannot  sell  ships  it  is  next  to  impossible  to  charter 
same,  because  the  charter  hire  is  based  on  the  sales  value  of  the 
ships,  and  in  this  over-tonnaged  and  depressed  market  if  there  is 
no  sales  value  there  is  practically  no  charter  basis.  We  have  char- 
tered a  few  ships  for  special  runs.  But  although  we  have  done  our 
utmost  to  charter  ships,  we  did  not  do  so  because  in  the  vast  ocean 
carrying  competition  existing  today  we  could  find  practically  no  one 
who  felt  they  could  make  money  chartering  ships  no  matter  how 
low  the  rate,  or  in  many  instances  if  they  were  given  ships  for 
nothing. 

Of  Course,  all  this  will  be  cured  by  time.  World  conditions  will 
improve.  The  surplus  tonnage  will  disappear,  but  in  the  meantime 
the  board,  although  It  is  not  in  sympathy  basically  with  the  MO-4  con- 
tract any  more  today  than  it  was  last  July,  is  forced  to  continue  under 
this  basis.  However,  our  monthly  operating  loss  on  actual  voyage 
accounts,  which  is  less  than  $1,000,000.  in  return  for  which  expendi- 
ture we  are  maintaining  permanent  lines  under  the  Shipping  Board 
to  practically  every  port  in  the  world,  ns  directed  by  the  merchant 
marine  act.  This  has  been  accomplished  by  increased  efficiency  of 
operation,  which  has  removed  from  the  MO-4  contract  many  oppor- 
tunities for  waste  and  chicane. 

For  instance,  we  have  consolidated  routes  where  we  have  more 
than  one  operator  going  to  the  same  port,  and  at  the  same  time  have 
kept  up  ample  sailings.  We  have  limited  the  per  diem  for  subsistence 
of  crews.  We  are  taking  under  our  own  control  the  basis  of  steve- 
doring, and  through  competent  and  efficient  supervision  from  Wash- 
ington have  improved  the  operating  ability  of  our  agents. 

With  improved  world  conditions  and  government  aid  to  shipping, 
we  hope  that  the  board  will  within  two  years,  beginning  July  1  next, 
be  able  to  get  out  of  ship  operation.  In  the  meantime,  we  maintain 
that  although  we  are  forced  to  continue  on  the  MO-4  basis  we  are 
doing  so  with  a  minimum  of  loss  and  an  increased  efficiency  to  which 
the  result  of  the  past  cannot  be  compared,  and  I  submit  as  proof 
thereof  our  financial  statements,  and  the  better  feeling  and  greater 
confidence  that  exists  towards  shipping  board  operations. 

We  make  no  apology  for  being  on  the  MO-4  basis  until  the 
changed  conditions  referred  to  take  place.  It  is  beyond  our  power 
to  get  out  of  it,  if  we  are  to  maintain,  as  we  must  maintain  in  the 
essential  trade,  routes  covered  by  the  Jones'  act  and  with  which 
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we  are  heartily  In  sympathy.     But  In  the  meantime  we  are  Increasing 
efficiency  cv«  ry  day. 

Referring  to  operations.  Chairman  Lasker  said: 

On  December  31,  1920,  we  were  operating  785  berth  steamers  and 
SI  tramp  steamers:  on  June  30,  1921.  we  were  operating  467  berth 
steamers  and  82  tramp  steamers;  today  we  are  operating  390  berth 
steamers  and  no  tramp  steamers.  It  will  thus  be  seen  that  we  would 
naturally  be  doing  a  much  smaller  business  because  of  the  fewer 
steamers  we  are  operating. 

When  the  new  board  came  into  being  it  decided  to  end  the  tramp 
service  entirely,  because  It  felt  that  under  the  law  It  wa»  mandated 
onhr  to  keep  alive  trade,  routes  which  railed  for  herth  steamers.  In 
addition,  we  are  running  less  ship*,  because  we  consolidated  differ- 
ent lines  that  were  being  operated  for  the  shipping  board  to  Hi. 
same  ports.  It  Is  true  that  this  means  some  Ions  of  tonnage,  but 
the  added  expense  for  doing  the  added  cross  business  was  not  war- 
ranted. The  tramp  steamers,  for  Instance,  which  added  to  the  vol- 
ume, were  losing  heavily  and  doing  nothing  to  establish  a  permanent 
American  merchant  marine. 

new  board  has  felt  that  Its  functions  w*r*  those  of  a  semi- 
li.|in.lnting  body.  It  Is  the  avowed  purpose  of  the  Jones'  act  that 
the  board  should  sell  its  assets  and  cease  operating  ships  at  th- 
earliest  possible  date.  In  line  with  that,  the  new  board  felt  that 
it  was  not  the  purpose  of  the  law  to  see  how  much  cross  business 
we  could  do.  If  that  (roe*  business  had  to  be  done  at  a  net  loss. 
but  rather  what  was  the  minimum  number  of  ships  we  could  run 
and  keep  alive  necessary  trade  routes  until  such  time  as  they  could 
be  turned  over  to  private  owners. 

,  this  major  policy  In  mind,  which  meets  not  only  the  Jones' 
act  but.  we  believe,  the  spirit  of  the  present  Congress  and  the  coun- 
try,  we  vastly   reduced  our   fleet.      Naturally   that   would    reduce   our 
gross    volume,    but    at    the    same   time    It    not   only    largely    decreased 
net   loas   (for  In   this   market   added   gross   volume  could  only  be 
done  at  an  Increase  In  loss),  but  it  Is  helping  us  get  the  InenV, 
reduced  and   removed  In  oar  operations,  since  we  have  retained   but 
the    best   operators   and   can   live    much    more    careful    supervision    t» 
•Derations. 

\s .    want  to  make  It  dear,  though,  that  even  with  these  r> 
number    of   ships,    we    have   discontinued    no    essential    trade    routes: 
and    through    the    operation    of   the    routes    covered    by    the    shipping 
hoard  an  American  merchant  can  ship  his  wares  under  the  Am< 
n«g  to  any  port    In   the  world. 

But.  beyond  this  reason  of  policy,  which  brought  about  a  de- 
creased business.  Is  the  fact  that  freights  have  vastly  decreased. 
The  same  number  of  ships  as  were  operating  In  the  year  ended 
June  30.  mi.  wouM  not  have  done  over  half  the  gross  business  in 
dollars  and  cents  If  th«-  going  rat*-*  then  were  as  low  as  they  an; 
today. 

Thus.  It  will  be  seen  that,  ship  by  ship,  we  are  carrying  unit  I, 
mar*  tonnac*  today  than  In  the  prior  years.  Kor  Instam  • 

1.    1»20.   steel  to  South   America  was   114   a    Ion.     The    , 

wa»  the  same  on  June  10.   1MI.     It   Is  only   |1«  a   ton  today.     Flour 

'i-   Levant    was    fl«   on   December    SI.    1910.      It    dropped    to   $7.18 

ine  M.   1»I1.  and  Is  H.4»  today.     Olucose  to  the  same  ports  was 

ISO  on   December  11.    1M«>.    W  on  June  M.    1921.   and    Is   $«.50  today. 

Kingdom   was  one   dollar   per    hundred    pounds   on 

•  Tiber   II.    19JO:    It  was   sixty-five   cents  on   June   W.    Iftl;    and    It 

{<•   thirty   cents  today.     Phosphates   to  the  same   ports   was   18.75   per 

..n    December    11.    1910:    it    was  M.40    on    June    10.    1»21:    and    Is 

ll.M  today.     Steel  to  the  Far  East  was  120  per  ton  on  December  II. 

IttO:  ll«  on  June  30.  1911:  and  Is  t*  today. 

And  so  It  goes  all  down  the  line.  Freights  are  vastly  reduced: 
and  therefore,  too  for  ton.  the  gross  earnings  are  reduced  In 

We  feel  that  the  smaller  volume  we  are  doing,  entailing  a  much 
decreased  loss  to  the  treasury,  permits  us.  however,  to  give  a  much 
better  managed  service  throughout  the  world,  through  the  better 

-ol  we  can  exerctae  by  having  fewer  ships  an-l  operator*,  and 
at  the  same  time  serves  every  port  In  the  world  In  the  spirit  of 
the  Jones'  act.  to-wlt.  that  the  shipping  board  should  operate  th. 
minimum  number  of  ships  to  keep  all  essential  trsde  routes 
and  give  good  service,  and  not  the  maximum  number  Just  that  »•• 
may  see  how  much  gross  business)  we  can  do.  but  rather  Increase 
this  minimum  as  healthy  business  conditions  warrant. 


surance  Company  of  North  America,  Philadelphia;  J.  W.  Whit- 
sitt,  president,  the  Carolina  Line,  Charleston,  S.  C.;  John  R. 
Gordon,  traffic  manager,  Union  Sulphur  Company,  New  York, 
member  of  the  Allied  Commission  controlling  merchant  shipping 
during  the  war;  Isaac  D.  Hunt,  vice-president,  Ladd  and  Tilton 
Rank,  Portland,  Ope. 


MERCHANT  MARINE  REFERENDUM 

Tkt  Trtfe  World  Washingtou  Bureau 

.\  newly  appointed  committee  of  the  Chamber  of  Commerce 
of  tli>-  United  States  met  In  Washington  January  19  to  begin 
in  consideration  of  policies  It  will  recommend  for  adoption 
toward  the  American  merchant  marine.  The  committee  Is  made 
up  of  men  prominently  Identified  with  business  and  shipping 
Interest*. 

Following  lt«  Investigation,  the  committee  will  recommend 
a  policy  to  the  national  chamber,  which  may  be  used  as  the 
basis  for  a  referendum  of  the  affiliated  business  organizations. 
Through  the  medium  of  the  referendum,  the  national  chamber 
will  be  able  to  determine  the  viewpoint  of  American  business 
men  on  this  subj> 

Austin  MdJinahan.  of  the  banking  firm  of  Alexander  Brown 

£  Sons,  Baltimore,  is  chairman  <>i   :!.••  committee.    Otbt-r  m.-m 

bers  are:     Kot»  i '    8.  Alt<  •  president   and  export   manager. 

Tool    Work  .ill:    J.    L.    Ackerson.   vice-presl 

-hlpbullding    Corporation,    ch.-ster.    Pa.;     Key 

ident.  Chesapeake  Steamship  Company.  Haltlmore; 

R.   Stanley   Dollar,   vice-president    and  general  manager.   Dollar 

Steamship    Company.    San    Francisco:    Dr.    Ralph    K.    H.-ilman, 

dean.  School  of  Commerce.  Northwestern  University.  Evanston, 

S.  W    King.  ,  llle  &  Co.,  cotton  exporters, 

Dalian.   Tex.:    James    M.    l.ykes.   member  of   the   firm   of   Lykes 

•I'TS.   Shipping  Board  operators,  Oalveston.  Tex.:    Ogden  T. 

iurg,    president.    A  ipany.    publishers.   Chi- 

v    an    ofllrfr    in    '"••    United    States    Navy;    Capt. 

ndl.    nianaK.-i     marin''    <|.-partnirnt    of    C.    H. 

Kpragne     It     Son.    Bonton.     H     II     Raymond,    president.    Chil. 

Steamship  (-omp,<  Vork.  ami  t  of  the  American 

Steamship*  OwMir   Association.    Benjamin   Rush,   president,   In- 


AMERICAN  CREWS 
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A.  J.  Frey.  vice  president  of  the  Emergency  Fleet  Corpora- 
tion, in  charge  of  operations,  commenting  on  a  report  from 
Baltimore  that  the  Shipping  Board  steamer  "'Western  Maid." 
to  sail  from  Baltimore  this  week  with  grain  for  the  Russian 
relief,  would  be  the  first  American  cargo  vessel  to  sail  the  high 
seas  with  100  per  cent  American  born  crew,  said: 

"If  the  report  is  correct,  the  credit  is  due  to  Captain  Irving 
L.  Evans,  director.  United  States  Shipping  Board  Recruiting 
Sea  Service,  and  his  Baltimore  representative,  Capt.  F.  Herbert 
Haines. 

"According  to  Captain  Evans'  report  dated  January  11,  V'--. 
when  the  Sea  Service  Bureau  first  began  to  place  men  on  ship- 
ping board  vessels,  less  than  10  per  cent  of  those  placed  were 
Americans. 

"During  the  fiscal  year  ending  June  30,  1921,  68.8  per  cent 
of  the  men  placed  were  Americans,  and  during  the  succeeding 
five  months,  for  which  reports  have  been  compiled,  namely. 
July  to  November,  1921.  Inclusive,  more  than  9">  per  cent  of 
.....  n  iilaci'd  l.y  the  bureau  have  been  American  citizens." 


AMERICAN  SHIPS  IN  FOREIGN   TRADE 

Tht   Traffic   World   Washington  Bureau 

In  continuance  of  a  study  of  the  performance  of  American 
and  foreign  ships  in  the  import  and  export  trade  between  the 
I'nited  States  and  certain  foreign  trade  regions,  the  transporta- 
tion division  of  the  Department  of  Commerce  offers  the  results 
of  its  investigation  covering  Africa,  India,  Australia  and  the 
Orient,  as  follows: 

The  Orient:  Th.-  t.-im  "Orient"  as  here  used  Includes  China, 
Japan  and  the  Philippine*,  This  region  Is  much  more  Important  an  a 
market  for  our  exports  than  ss  a  source  of  our  Imports.  During  th. 
first  ten  months  of  this  year  we  exported  1.231.932  long  tons  of  com- 
modities to  this  region  and  Imported  531.761  tons  from  it. 

Pacific  coast  receipts  and  shipments  accounted  for  practically  half 
of  our  foreign  trade  with  the  Orient.  On  this  trade  route  American 
ships  carried  50  per  cent  of  the  Imports.  56  per  cent  of  the  exports. 
and  SS  per  cent  of  the  total  trade.  Their  position,  however,  WHS 
decidedly  weaker  In  the  later  months  of  the  year  than  at  the  begin- 
ning: they  carried  72  per  cent  of  the  cargo  In  January  and  42  per 
•i  September  nnd  October. 

The  performnr  .  Mean   ships  In   the  Orient-Atlantic  coast 

trade,  on  hand,  shows  Improvement  since  May.     In  October 

•  •   traffic  and  for  the  ten   months  as  a 

whole  38  |»  r    rent.     Imports  and  exports  between  the  gulf  coast  and 
t   are  small.     In   this  region  American  ships  carried   45   per 
1  1  cargo. 

Australia:  Our  trade  with  Australia  Is  the  smallest  for  any  of  tin- 
twelve  region.-  amounting  for  the  ten  months'  period  to 

530.OJ  long  tons,  largely  exports. 

Atlantic  coast  Is  the  chief  source  of  exports  to  Australia. 
while  the  Pacific  coast  receives  over  half  of  the  Imports  from  this 
region.  Am>-rlcnn  ships  carried  15  per  cent  of  the  exports  from  tin- 
Atlantic  coast  and  52  per  cent  of  the  Imports  from  Australia  to  the 
Pacific  coast.  The  small  volume  of  gulf-Australia  trade  was  all 
carried  by  foreign  ships. 

India:     Foreign  trade  with  India  for  the  first  ten  months  of  1921 
^^H^^HK  to  8*5.340  long  tons,  about  evenly  divided  between  Imports 
and  exports. 

Considerable  fluctuation  from  month  to  month  Is  apparent  In  the 

relative    position   of   American    and    foreign    ships    In    our   trade    with 

-JasMfv  and  great  variation  between  the  Atlantic,  gulf  and  Pacific  coasts 

tl   shown.      India-Atlantic   const   traffic,    constituting   the   bulk   of   the 

m>.\.  in.  nt.  was  carried  largely  by  foreign  ships.     During  June,   July 

•ne  of  this  cargo  was  secured  by  American  ships.     For 

nnths  as  a  whole,  American  ships  carried  13   per  cent.     A 

i-  f  showing  Is  made  In  the  gulf  and  Pacific  coast  trade, 

although  the  volume  Is  small. 

Africa:  This  region  Includes  nil  of  the  continent  of  Africa.  e\.  •  1-1 
the  northern  coast,  which  was  Included  In  the  Mediterranean  region. 

Imports  and  exports  for  this  region  amounted  to  718,091  long  tons, 
of  which  516.897  tons  were  exports  from  the  Atlantic  coast.  On  thin 
trade  runt.  American  ships  carried  20  per  cent  of  the  cargo  moving 
during  the  first  ten  months  of  1921.  The  relative  variation  from  month 
to  month  was  great,  being  48  per  cent  In  September  and  6  per  cent  In 
October.  There  Is  no  particular  evidence  of  general  tendency  toward 
either  decrease  or  Increase  In  the  proportion  carried  by  American 
ships. 

The  figures  for  the  gulf  const  and  the  Pacific  coast  are  so  small 
and  scattering  that  the  percentages  based  upon  them  have  no  particu- 
lar slgnlfl. 


PLUMMER  DISCUSSES  SHIPPING 
PROBLEM 

Commissioner  Plummer,  of  the  Shipping  Board,  in  an  ad- 
dress before,  the  Chamber  of  Commerce  of  Columbus.  O.,  Jan- 
uary 20.  said  that  the  shipping  problem  of  the  United  States  had 
been  reduced  to  a  simple  business  proposition,  and  one  that  any 
man  who  desired  to  know  the  truth  readily  could  understand. 
He  said  the  single  problem  left  was  how  to  utilize  the  great  fleet 
of  vessels  obtained  as  a  result  of  the  war  for  the  national  good. 

The  fleet  at  present,  he  said,  was  costing  the  government 
around  15,000,000  a  month.  In  order  to  prevent  a  sacrifice  of 
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the  nation's  investment  in  ships,  he  said    it  was  necessary  to  de- 
vise some  means  by  which  they  may  be  kept  in  operation. 

"Vessels  aie  the  messengers,   the  servants,  the  builders  o 
trade."  said  he.     "Th.-y  are  almost  as  essential  to  the  proper  de- 
velopment of  markets  for  American  goods  in  foreign  lands  as  is 
the  presence  of  the  goods  themselves.     Ships  as  an  adjunct  of 
trade  with  countries  beyond  the  sea  are  priceless. ' 

Commissioner  Plummer  then  said  that  fact  had  been  recog- 
nized by  every  great  commercial  nation,  and  he  pointed  to  the 
national  aid  extended  to  shipping  by  Great  Britain,  Germany  and 

Pa"\Vhat   the    people   of    England,   Japan    and    Germany    have 
learned  regarding  the  Industrial   necessity  of  a  successful  mer- 
chant marine  in  their  foreign  trade,"  he  said,  "the  people  of  this 
count rv  are  learning— and  they  must  make  effective  use  of  their 
knowledge     The  tremendous  losses  which  people  in  the  interio 
-talcs  of  this  country  suffered  through  lack  of  American  tonnage 
when  the  world  war  took  away  those  foreign  ships  upon  wnicl 
the  nation  had  foolishly  come  to  depend  for  service  are  such  as 

n"°WeVave°thenshipping  brains,  but  unfortunately,  those 
brains  have  been  used  to  develop  foreign  shipping,  because  there 
has  been  no  field  under  th  American  flag  in  which  to  exercise  and 
develop  that  talent  in  recent  years.  Thus,  there  has  grown  up 
an  anomalous  situation.  Our  coast  cities  teem  with  shipping 
brains  the  eaual  of  any  the  world  over,  but  they  have  become  so 
acutely  allied  with  foreign  flag  steamers,  that  it  is  difficult 
wean  them  away.  Indeed,  such  men  have  made  shipping  their 
livelihood  and  unless  and  until  the  American  policy  shows 
stability,  they  cannot  afford  to  sever  their  foreign  relations. 
American  shipping  has  been  an  ebb  and  flow  industry  with  a 
mean  tide  always  against  the  American  exporter,  and  with  it  all 
has  been  constantly  circulated  propaganda  to  create  in  the  minds 
of  the  people  of  the  Middle  West  the  idea  that  the  shipowner  i 
ever  seeking  to  get  his  hand  into  your  pockets  for  his  own 
selfish  benefit,  and  these  clever  propagandists  have  thus  far  sue 
ceeded  in  building  up  a  tentiment  in  many  sections  that  has 
prevented  these  people  from  meeting  the  shipowner  on  a  common 
ground  for  the  good  of  all.  . 

"For  generations  the  policy  of  this  government  has  been  to 
protect  against  foreign  competition  the  American  industries 
required  protection;  but  the  shipping  industry,  which  needs 
is  entitled  to  protection  more  than  any  other,  has  had  practically 
no  protection  at  all." 

Mr    Plummer  then  launched  an  attack  on     insidious   mnu 
ences  against  American   shipping."     Declaring  that  these  influ- 
ences come  from  most  unexpected  sources,  he  said: 

Within  the  past  few  weeks  one  of  the  commissioners  of  the 
United  States  Shipping  Board  had  referred  to  him  copies  of  a  resolu 
tion  adopted  by  one  of  the  leading  commercial  organizations  in  the 
district  represented  by  him,  strongly  condemning  the  application  of 
one  of  the  preferential  measures  of  the  merchant  marine  act.  And 
strangely,  the  letter  accompanying  this  resolution  gave  as  a  reason 
Justifying  the  resolution's  adoption,  that  a  major  portion  of  the  com- 
merce of  the  port  was  being  carried  in  ships  of  foreign  nations. 

It  is  not  believable  that  stanch  American  citizens  are  conscious  of 
these  subtle  influences  so  constantly  at  work,  but  it  is  well  known  to 
the  commissioners  of  the  United  States  Shipping  Board  that  in  every 
seaport  representatives  of  foreign  shipping  interests  identify  them- 
selves actively  with  marine  associations.  The  foreign  shipping  repre- 
sentative knows  where  his  interests  and  those  of  his  employer  lie;  he 
appreciates  how  adverse  the  building  up  of  American  shipping  would 

1,1  his  interest  and  he  acts  accordingly;  but  it  is  not  always  true 
that  the  members  of  the  various  trade  bodies  of  this  country  study 
closely  enough  the  impelling  reasons  for  the  establishment  of  an 
American  merchant  marine  to  be  able  to  meet  with  facts,  figures  and 
information  the  insistent  and  continued  efforts  of  those  who  are  more 
concerned  in  the  protection  of  foreign  shipping  interests  than  in  the 
ishment  of  our  own. 

Part  of  my  message,  therefore,  to  members  of  the  commercial 
organizations  in  the  various  cities  of  the  United  States  is  to  put 
themselves  on  guard  against  those  members  of  associations  who  may 
have  alliances,  direct  or  indirect,  with  interests  which  do  not  look 
with  favor  upon  an  American  merchant  marine  of  full  vigor,  ana  to 
meet  the  challenge  offered  when  those  hostile  interests  seek  to  pass 
resolutions,  the  effect  of  which  can  be  but  inimical  to  a  merchant 
marine  that  in  the  future  is  to  protect  the  America  shipper  from 
injustice  and  discrimination. 

Of  course  no  attempt  on  our  part  to  regain  a  fair  share  of  the 
world's  carrying  trade  will  escape  foreign  objection.  Having  for  so 
many  years  enjoyed  the  privilege  of  taking  from  this  country  hun- 
dreds of  millions  of  dollars  annually  as  compensation  for  carrying  our 
cargoes  over  the  oceans — carriage  which  should  have  been  furnished 
by  American  ships— they  will  vociferously  complain  at  any  attempt  by 
us  to  assert  our  right  to  carry  our  own  goods  no  matter  what  methods 
of  government  assistance  we  employ  to  achieve  that  end. 

Those  laws  of  the  first  American  Congress,  giving  our  ships  the 
benefit  of  preferential  tariff  duties  and  preferential  tonnage  dues — the 
latter  being  In  effect  a  cash  bounty  of  44  cents  per  ton  every  time  one 
of  our  ship*  came  home — met  with  strong  opposition;  but  the  grand 
figures  of  Washington,  Jefferson  and  Madison  cast  an  enveloping 
shadow  over  those  now  forgotten  critics  and  American  ships  were 
.  nuhled  to  go  out  and  remain  triumphant  upon  all  the  seas  of  the 
world.  Today,  when  we  have  the  ships,  and  only  assistance  Jn  opera- 
tion Is  required,  to  give  immediate  employment  for  our  people  and 
relief  to  our  producers,  the  foreign  shipping  men  realize  how  near  they 
are  to  be  compelled  to  share  with  Americans  the  tremendous  business 
which  Americans  provide  and  through  all  their  agents,  which  investi- 
gations by  Congress  and  by  the  Shipping  Board  have  shown  to  be 
scattered  throughout  every  state  in  this  union  and  strongly  intrenched 
In  all  our  great  cities  and  ports,  are  endeavoring  to  create  a  public 
sentiment  against  aid  to  American  ships,  no  matter  what  method  of 
assistance  may  be  chosen. 

Yet,  as  one  year  ago  last  September  we  were  carrying  51  per  cent 
of  our  commerce  and  during  the  year  Just  closed  the  foreigner  has  not 
hesitated  to  cut  into  that  business  of  ours  until  now,  instead  of  the  less 
than  one-half  which  he  handled  a  year  ago  he,  the  foreigner,  is  carry- 


ing two  and  one-half  times  as  much  of  our  own  trade  as  we,  the 
Americans,  are  carrying,  it  does  seem  as  if  he  might  keep  a  little 
more  quiet  while  we  are  trying  to  win  back  a  part  of  the  carrying 
business  which  really  was  ours  only  one  year  ago.  But  the  foreigner 
is  even  willing  to  go  60-50  with  us  in  carrying  the  cargoes  which  we 
produce  and  pay  for. 

And  here  is  another  important  fact  which  must  not  be  over- 
looked. As  the  foreigner  has  taken  from  us  the  bulk  of  our  ocean 
carrying  business  by  reducing  his  rates  below  ours,  so  the  only  way 
in  which  we  can  regain  that  which  we  have  lost  during  the  past  year 
is  by  enabling  our  ships  to  make  rates  lower  than  the  foreign  ship 
can  meet.  Every  time  the  ocean  rate  on  cargoes  is  reduced  it  means 
a  lower  cost  to  our  people  on  all  goods  imported;  and  it  also  enables 
the  exported  goods  of  Americans  to  be  delivered  in  foreign  markets 
at  a  cheaper  price  than  would  otherwise  be  possible — thus  increasing 
our  markets  there  and  giving  increased  employment  to  the  workmen 
of  this  country. 

What  savings  there  have  been  to  our  people  through  the  reduc- 
tion in  ocean  freight  rates  brought  about  by  the  entrance  of  America's 
newly  built  fleet  of  merchant  ships  into  the  world's  carrying  trade  at 
the  close  of  the  world  war  cannot  be  accurately  stated;  but  everyone 
familiar  with  the  almost  unlimited  prices  which  we  were  being  forced 
to  pay  for  the  services  of  foreign  vessels  at  the  time  our  ships  began 
to  make  their  presence  felt  will  admit  that  those  figures  run  into  the 
hundreds  of  millions  of  dollars.  To  enable  this  merchant  fleet  of  ours 
to  remain  active  under  our  own  flag  is  to  insure  us  not  only  Hi' 
lowest  possible  ocean  transportation  rates  for  our  goods,  but  every 
American  ship  carrying  goods  to  a  foreign  land  is  an  active  agent 
for  our  industries,  an  effective  "drummer"  for  trade,  a  means  of 
encouraging  and  facilitating  travel  between  other  lands  and  the  United 
States,  with  that  consequent  better  acquaintance  of  citizens  which  is 
one  of  the  best  guarantees  against  international  misunderstandings 
which  furnish  an  excuse  for  wars. 

At  present  much  discussion  is  heard  regarding  the  value  of  Ship- 
ping Board  ships.  Of  course,  unless  it  is  possible  to  operate  them, 
they  have  practically  no  value  and  the  price  at  which  tonnage  is  being 
sold  abroad,  tonnage  adapted  to  the  trade  for  which  it  is  being  pur- 
chased, is  but  a  fraction  of  the  price  which  American  people  paid  to 
build  these  ships  in  response  to  the  call  of  the  allies. 

Of  course,  the  reason  why  ships  of  the  world  are  of  comparatively 
little  value  today  is  the  fact  that  the  ocean-borne  commerce  of  the 
world  is  far  less  in  amount  than  it  was  in  the  days  immediately  pre- 
ceding the  world  war;  and  that  lack  of  cargoes  means  a  present  sur- 
plus of  ships;  but  it  is  not  fair  to  ask  that  the  United  States  be  the 
one  to  carry  an  unfair  portion  of  this  burden  of  unemployed  ships. 
Even  now  there  is  an  immense  amount  of  freight  moving  upon  the 
oceans;  there  is  at  present,  in  spite  of  the  tremendous  depression  in 
shipping  employment  for  45,000,000  tons  of  ocean  going  vessels;  there 
is  a  vast  amount  of  freight  moving  to  and  from  the  United  States  at 
the  present  time;  but  American  ships  are  carrying  only  30  per  cent  of 
it.  The  foreigner  is  carrying  two  and  one-half  times  as  much  of  the 
United  States  ocean-borne  commerce  as  the  ships  of  the  United  States 
are  carrying.  If  we  be  but  given  the  opportunity  to  carry  our  fair 
share  of  this  commerce  of  ours  there  will  be  employment  for  the  bulk 
of  our  American  vessels;  and  the  moment  that  permanent  employment 
of  United  States  vessels  is  assured  the  market  value  of  the  vast  fleet 
the  people  of  this  country  now  own  will  rise  to  normal  figures  and 
these  ships  then  can  be  sold  to  American  operators  at  a  price  far 
greater  than  that  at  which  they  can  be  sold  today.  As  a  matter  of 
fact  there  is  no  real  market  for  these  ships  today.  Americans  cannot 
afford  to  buy  them  at  any  price  for  use  in  our  foreign  trade.  This  is 
not  speculation.  This  is  a  fact. 

Yet.  ships  suitable  for  our  coastwise  trade  can  be  sold  at  some- 
thing like  a  reasonable  figure.  And  the  reason  why  American  ships 
suitable  for  our  coastwise  trade  do  bring  from  $75  to  $90  per  ton  or 
better  is  because  in  the  coastwise  trade  they  have  the  direct  govern- 
ment assistance  of  that  national  law  which  limits  our  coastwise  busi- 
ness to  vessels  of  the  United  States.  We  have  under  normal  conditions 
no  foreign  competitors  in  our  coastwise  trade.  Now  it  is  evident  that 
if  government  will  do  for  our  ships  in  the  foreign  trade  that  which  in 
another  way  it  does  for  ships  in  the  coastwise  trade  and  thus  make 
their  profitable  operation  in  the  foreign  trade  possible,  there  will  be  an 
immediate  increase  in  the  sale  value  of  this  gigantic  fleet  in  which 
billions  of  the  people's  money  has  been  invested:  and  it  is  a  very  con- 
servative statement  to  say  that  any  suitable  assistance,  be  it  in  the 
form  of  subsidy  as  proposed  by  the  commission  of  1905,  by  preferences 
as  proposed  in  the  Jones  act  of  last  year,  or  by  some  form  of  tariff 
assistance,  will  add  hundreds  of  millions  of  dollars  to  the  present 
market  value  of  these  ships  and  thus  repay  in  money  received  from 
sales  many  times  the  amounts  which  might  be  contributed  by  law 
to  make  the  profitable  operation  of  these  ships  in  the  foreign  trade 
possible.  It  is  a  plain  business  proposition.  We  have  the  ships,  the 
investment  is  there.  That  is  the  central  fact  around  which  all  other 
propositions  must  revolve.  We  have  the  power  at  comparatively 
moderate  cost  to  make  those  ships  a  valuable  asset.  If  the  millions 
of  dollars  which  the  public  operation  of  these  ships  even  now  is  causing 
to  be  spent — much  of  it  in  caring  for  tied  up  ships  which  are  steadily 
decreasing  in  value — could  be  diverted  to  the  direct  assistance  of  these 
same  ships,  so  that  the  operation  of  these  vessels  would  be  put  in  the 
hands  of  men  who  had  invested  their  own  money  in  them,  and  so 
had  their  own  financial  interests  to  serve,  their  own  money  to  save, 
the  net  result  would  be  no  real  increase  in  the  public  cost,  but  the 
creation  and  maintenance  of  a  privately-owned  merchant  marine 
which  would  be  of  inestimable  value  in  supporting  permanently  the 
prosperity  of  this  country — a  giant  industry  of  nationwide  influence 
in  time  of  peace,  a  naval  auxiliary  of  measureless  value  in  time  of  war 


PANAMA-PACIFIC  TARIFFS 

The  Traffic   World   Washington  Bureau 

Carriers  for  which  C.  W.  Galligan  and  F.  L.  Spelden  are 
publishing  agents  have  filed  two  tariffs,  effective  February  15, 
which,  it  is  believed,  will  attract  attention,  If  not  result  in  oppo- 
sition. The  first  is  a  joint  tariff  issued  by  Galligan  (his  I.  C.  C. 
No.  2)  and  Speiden  (his  I.  C.  C.  No.  549)  establishing  what  they 
call  proportional  rates  on  classes  and  commodities  in  what  they 
have  named  a  Chicago-Panama-Pacific  tariff,  from  points  in  Illi- 
nois, Indiana,  Iowa,  Missouri  and  Wisconsin  to  Brunswick, 
Charleston,  Gulfport,  Jacksonville,  Mobile,  New  Orleans,  Panama 
City,  Pensacola,  Savannah,  Wilmington  and  other  points  shown 
in  items  5  and  10  on  page  19  of  the  tariff. 

The  second  tariff  is  Speiden's  I.  C.  C.  No.  531,  which  lie 
calls  the  Ohio  River-Panama-Pacific  tariff.  It  establishes  rates 
on  classes  and  commodities  from  Ohio  and  Mississippi  river 
points,  Lexington,  Ky.,  St.  Louis,  E.  St.  Louis  and  other  points 
mentioned  in  the  tariff,  to  the  same  ports  for  application  to  traffic 
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going  beyond  those  ports  through  the  Panama  Canal  to  Pacific 
coast  destinations  in  the  United  States  and  British  Columbia. 
The  rates  stated  in  the  tariffs  are  to  include  the  expense  neces- 
sary to  make  ship-side  delivery. 

While  the  tariffs  are  denominated  proportional,  they  do  not 
fall  within  the  Commission's  definition  of  proportional  rates,  be- 
cause they  are  not  limited  to  carriage  beyond  by  a  carrier  subject 
to  the  interstate  commerce  law.  That,  of  course,  is  only  a  tech- 
nical point,  but  if  any  questions  are  raised  about  the  tariffs  it 
is  probable  the  Commission  will  call  attention  to  its  definition 
of  a  proportional  rate  and  ask  the  agents  to  indicate  wherein 
the  tariffs  are  limited  to  apply  to  transshipments  beyond  Hi. 
ports  over  the  routes  o(  carriers  subject  to  interstate  commerce 
law. 

No  explanation  accompanied  the  tariffs  setting  forth  the 
reasons  for  their  publication.  It  was  assumed,  however,  that 
they  were  filed  at  the  instigation  of  southern  carrier!  who  de- 
sired to  compete  for  a  part  of  the  haul  from  territory  north  of 

Ohio  and  west  of  the  Mississippi  rivers  on  traffic  destined 
to  the  west  coast  via  the  Panama  Canal. 

During  federal  control  the  Railroad  Administration  equalised 
south  Atlantic  and  Gulf  ports  with  north  Atlantic  ports.  In 
doing  that  It  followed  the  lead  of  the  Southern  Railway,  which, 
prior  to  federal  control,  equalized  New  Orleans  and  Mobile  with 
New  York  and  other  north  Atlantic  ports.  That  carrier  accom 
pllshed  the  equalization  by  shrinking  its  local  rates  so  that  when 
added  to  the  full  locals  of  the  carriers  north  of  the  Ohio  river, 
the  through  rates  from  points  of  origin  north  of  that  stream 
became  the  same  as  the  rate*  to  New  York  and  other  north 
Atlantic  port*. 

Establishment  of  proportional  or  transshipment  rates  on 
traffic  destined  to  the  .west  coast  via  the  Panama  Canal,  how- 
ever, la  an  innovation,  the  effect  of  which  It  was  not  easy  to 
forecast  immediately  upon  the  filing  of  the  tariffs. 

OB  Its  own  Initiative.  In  1.  and  8.  No.  1476.  the  Commission 
baa  suspended,  from  February  IS  to  Jane  15.  the  Oalllgan  and 
•sjsldsn  tariffs  naming  proportional  rate*  from  Chicago,  and  Mis 
•iMfppI  and  Ohio  River  crossings,  through  south  Atlantic  and 
(lulf  ports,  on  classes  and  commodities,  applicable  on  traffic 
destined  to  toe  Psriflc  coast  via  the  Panama  Canal.  The  rate*, 
but  for  the  suspension  order,  would  have  become  operative  Feb- 
ruary 15.  According  to  the  terms  of  the  Commission's  announce- 
ment tne  suspension  wss  ordered,  not  o  n  the  complaint  of  any 
one  Interested,  but  wholly  upon  its  own  initial 

Sapenslon  was  expected  by  those  who  recalled  the  fact  that 
to*  definition  of  a  proportional  rate  made  by  the  Commission,  as 
being  one  for  the  further  carriage  of  goods,  beyond  the  rails  of 
the  publishing  lines,  by  a  carrier  or  carriers  lubject  to  Its  jurls- 

:on.  The  rates  called  proportionals  to  these  tariffs  are  to 
apply  on  the  routes  of  carriers  that  may  not  all  be  subject  to 

Commission  s  Jurisdiction,  as  for  Instance  the  boat  lines 
not  owned  or  linked  up  with  carriers  subject  to  the  Interstate 
commerce  law.  The  day  the  (lalllgan  and  Hpelden  tariffs  were 
suspended  the  Mississippi  Warrior  service  filed  a  similar  tariff. 

That  technical  ground  of  objection,  however.  It  Is  believed. 
Is  not  the  main  cause  for  the  suspension.  It  is  suspected  that 
rail  lines  serving  the  north  Atlantic  ports  object  to  the  so-called 
proportional  rates  because  they  equalize  class  rates,  through 
south  Atlantic  and  Gulf  ports,  with  those  through  the  north 
Atlantic  ports.  Such  equalisation  calls  for  marked  reductions 
f*r  purpose  of  Illustration,  the  present  and  proposed  clsss  rates 
Chicago  to  New  Orleans  are  as  follows: 
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EXPORT  PETROLEUM  RATE 

Tin  Trtfc  World  H'ukinfltm  Bmnmu 

The  Commlmlon.  January  19,  vacated  that  part  of  Its  order 
in  I  am]  S  1171.  suspending  the  export  rate  of  164  cents  on 
petroleum  products  from  Bhreveport  to  Baton  Rouge.  New 

AM.  and  Intermediate  ports.  The  effect  of  the  vacation  In 
to  permit  the  export  rate  to  become  operative  January  24.  All 
other  parts  of  the  suspension  order,  however,  continue  In  force. 


EXPORTATION  OF  ARMS,  ETC. 

Congress  passed  this  week  and  sent  to  President  Harding  for 
his  approval  the  following  resolution  (8.  J.  Res.  124)  relating  to 
the  exportation  of  arms  or  munitions  of  war  to  certain  countries: 

That  whenever  the  President  finds  that  in  any  American  country. 
or  In  any  country  In  whi>  «•«  States  exercise*  extraterritorial 

Jurisdiction,  condition*  of  domestic  violence  exist,  which  are  or  in 
promoted  far  the  use  of  arm*  or  munition*  of  war  procured  from  Iht 
•i  8Ute«.  and  makes  proclamation  thereof.  It  »>mll  >•••  unlawful 
to  export,  except  under  Men  limitation*  and  exception*  an  the  Presi- 
dent pr»«cilb«>.  any  arm*  or  munition*  of  war  from  any  place  In  the 
I'nlted  State*  to  «u-h  rounlry  until  otherwise  I'M  sl'l-nt 

•••         riRsSeVir  export*  any  arm*  or  munition*  of  war  In  \ic,l»- 
>i  conviction.  !«•  punished  In-  fine  not  exceed- 

Inc  IIA.MA.  or  hy  imprisonment  not  exceeding;  two  yearn,  or  lioth. 
See.  f.    The  Joint  resolution  •  'olnt  resolution 

-Xpert  of  coal  or  other  material  ii*«d  In  w*r  from  nny  reaport  of 

the  f 'filled  Mate*."  epproved  April  K,   J»»S,  and  the  Joint  resolution 


entitled.  "Joint  resolution  to  amend  the  Joint  resolution  to  prohibit  the 
export  of  coaJ  or  other  material  used  in  war  from  any  seaport  of  the 
I'nlted  Stat.-c."  approved  March  14.  1912.  are  repealed. 

VESSELS    FOR    RUSSIAN    GRAIN 

The  Emergency  Fleet  Corporation  has  announced  the  Ship- 
ping Board  vessels  allocated  to  carry  grain  to  Reval,  the  first 
half  of  January,  for  the  American  Relief  Expedition,  as  follows: 

N.  »•  i ))  ,•  ana: 

-    Jtilm  Si,  v.-ns.  assigned  to  the  Tampa  Interocean  S.S.  Co. 
;issiKi>.  .1  to  Trosdal,  Plant  &  LnFonta. 

Kxportf-r.  unsigned  to  Trosdal,  Plant  &  LaFonta. 
•  .  assigned  to  l.ykes  Brothers. 
Coeur,  assigned  to  1-yke*  Brother*. 
Baltln 

ton.  assigned  to  J.  H.  Winchester. 
.-  s     \i>saroka.  assigned  to  Baltimore  Steamship  Co. 

n,-nod  to  W.  A.  Blake  Co. 

-  -     v       ••  in   Maid,  assigned  to  States  Marine  Stamship  Co. 
Chatala.  assigned  to  States  Marine  Steamship  Co. 
Philadelphia: 

Kastern  Ocean,  assigned  to  Export  Steamship  Co. 
>s.  assigned  to  Black  Diamond  Steamship  Co. 
iris,  assigned  to  Cosmopolitan  Steamship  Co. 

Kastern  Glade,  assigned  to  Moore  &  McCormai-k. 
Newport  News.  Va.: 

i:ffna.  assigned  \o  Harrl*-McOiil  Co. 

ST.   LAWRENCE   CANAL 

The  report  of  the  International  Joint  Commission  recom- 
mending development  of  a  waterway  via  the  St.  Lawrence  and 
\v.-lland  Canal  for  ocean-going  vessels  from  the  Great  Lakes 
to  the  Atlantic  Ocean  was  transmitted  this  week  to  Congress 
by  President  Harding.  The  report  was  made  under  an  act 
passed  March  2,  1919.  Senator  Kellogg  of  Minnesota  said  the 
first  step  to  be  taken  under  the  report  was  the  execution  of  a 
treaty  between  the  1'niteil  Suites  anil  Canada  relative  to  the 
project . 


CANADIAN  MARKING  REGULATIONS 
By  an  order  In  council,  the  Canadian  government  has  again 
postponed  the  effective  date  of  the  marking  regulations  provided 
In  section  12-A  of  chapter  27  of  the  statutes  of  Canada.  1921.  The 
latest  postponement  puts  off  the  operative  date  of  the  regulations 
until  the  end  of  the  next  session  of  parliament.  That  is  equiva- 
lent to  postponement  until  further  order.  The  British  embassy 
In  Washington  has  been  so  advised  and  the  part  of  the  embassy 
devoted  to  Canadian  affairs  has  taken  steps  to  advise  those  in 
this  country  Interested  in  the  matter.  Mr.  Mahoney,  In  charge  of 
Canadian  affairs  at  the  embassy,  says  he  will  be  pleased  to  give 
further  Information  on  that  subject  If  this  notice  is  not  sufficient. 


NEW  LUCKENBACH  STEAMSHIP 

The  Luckenbach  Steamship  Company,  Inc.,  has  added  the 
steamship  "Jacob  Luckenbach"  to  its  Intercostal  service  from 
New  Orleans  and  Mobile  to  U.  S.  Pacific  coast  ports.  This  vessel 
was  formerly  the  "Argentina"  and  Is  416  feet  4  inches  long,  has 
a  dead  weight  capacity  of  9600  tons  and  a  speed  of  12  knots,  and 
Is  classed  100  A  1. 

SHIP   SUBSIDY   REPORT 

Chairman  I^asker  of  the  Shipping  Board  said,  January  16,  he 
expected  to  have  his  report  on  the  ship  subsidy  ready  for  Presl- 
•lent  Harding  by  the  end  of  next  week.  He  said  he  had  not  yet 
reached  a  conclusion  as  to  the  recommendation  of  the  ship 
owners,  operators  and  builders  for  a  subsidy  of  a  flat  amount 

FHe  discussed  the  plan  further  with  shipping  men  in 
k  January  17. 

SALE  OF  VESSELS 

The  Emergency  Fleet  Corporation  this  week  sold  two  ves- 
sels, the  Tuckahoe  to  C.  H.  Sprague  &  Sons,  and  the  Absecon  to 
A.  H.  Bull  A  Co.  President  Powell  declined  to  make  public 
the  amounts  received  for  the  ships,  except  to  say  that  they  were 
•old  at  world  market  prices.  The  vessels  probably  will  be  used 
in  the  coastwise  trade. 

The  Shipping  Board  has  sold  the  Northern  Pacific  to  H.  F. 
Alexander,  of  the  Admiral  Line,  for  $1.000.000.  The  vessel  will 
probably  be  used  In  the  coastwise  trade. 


C.  B.  A  0-  BONDS 

The  Chicago.  Burlington  &  Quincy  has  been  authorized  by 
the  Commission  to  Issue  and  sell  at  not  less  than  89.5  per  cent 
of  par  and  accrued  Interest  $30,000,000  of  5  per  cent  first  and 
refunding  mortgage  bonds.  The  proceeds  from  the  sale  of  the 
bonds  will  be  applied  on  the  following  proposed  expenditures  in 
1922:  Roadway  and  structure,  $13,956,750;  equipment,  $15,380,- 
750,  and  now  line.  $800.000. 

The  bonds  will  mature  August  1.  1971.  The  company  said 
the  bonds  would  be  sold  at  not  less  than  93  per  cent  of  par  and 
accrued  interest,  and  that  the  expenses  of  the  sale  would  not 
be  grejiier  than  3.5  per  cent  additional,  the  total  cost  to  the 
company  to  be  not  more  than  5%  per  cent  per.  annum. 

imlssloner  Eastman  dissented,  but  submitted  no  opinion. 
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DEBATE  ON  MILEAGE  BILL 

The  Tragic  World  Washington  Bureau 

As  a  substitute  for  Senate  Bill  848,  which  provides  for  the 
issuance  of  interchangeable  non-transferable  5,000-mile  tickets 
to  be  sold  at  the  rate  of  2V4  cents  a  mile,  Senator  Cummins, 
chairman  of  the  Senate  interstate  commerce  committee,  in  a  de- 
bate on  the  measure.  January  18,  under  the  unanimous  consent 
agreement  obtained  by  Senator  Robinson  of  Arkansas,  offered  an 
amendment  providing  that  the  Interstate  Commerce  Commission 
be  empowered  to  require,  after  notice  and  hearing,  carriers  to 
issue  at  such  offices  as  may  be  prescribed  by  the  Commission 
interchangeable  mileage  tickets  at  a  just  and  reasonable  rate  per 
mile,  good  for  interstate  passenger  carriage  on  the  trains  of  car- 
riers subject  to  the  interstate  commerce  act. 

ruder  the  proposed  amendment  the  tickets  would  be  issued 
for  not  more  than  5,000  nor  less  than  1,000  miles.  The  Commis- 
sion also  would  prescribe  whether  the  tickets  were  transfer- 
able or  non-transferable,  what  identification  should  be  required 
and  also  what  baggage  privileges  the  holders  of  the  tickets 
should  have.  The  amendment  also  carries  a  penalty  clause 
providing  a  fine  of  not  more  than  $1,000  for  carriers  refusing  to 
obey  the  order  of  the  Commission. 

Speaking  in  support  of  the  pending  bill,  which  was  taken 
away  from  the  Senate  interstate  commerce  committee  on  request 
of  Senator  Robinson,  the  Arkansan  said  there  was  a  great  de- 
mand for  mileage  book  legislation,  as  evidenced  by  numerous 
bills  that  had  been  introduced  on  that  subject.  He  said  bills 
had  been  introduced  by  Senators  Watson  (Indiana),  McKellar, 
Lenroot,  Spencer,  Harris  and  himself. 

Investigation  of  the  subject,  he  continued,  had  led  him  to  be- 
lieve that  the  mileage-books  should  be  issued  in  blocks  of  2,000 
miles  rather  than  5,000  miles  as  provided  by  the  ibill.  He  said 
this  would  result  in  an  increase  and  not  a  decrease  in  carrier 
revenues.  He  said  the  demand  for  the  legislation  came  in  large 
part  from  commercial  travelers  and  their  associations,  manu- 
facturers' associations,  jobbers'  associations,  farming  organiza- 
tions, theatrical  and  moving-picture  companies,  and,  in  general, 
organizations  whose  representatives  travel  a  great  deal. 

"Undoubtedly  the  principle  upon  which  such  legislation 
rests,  and  should  be  justified,  is  a  recognition  of  wholesaling  in 
transportation,"  said  Senator  Robinson.  "I  -am  not  unmindful 
of  the  fact  that  some  of  the  courts  have  stated  in  decisions  that 
the  principle  of  wholesaling  is  not  recognized  in  the  laws  in  con- 
nection with  transportation.  I  have  found  no  case,  however,  in 
which  such  a  statement  is  more  than  obiter.  Undoubtedly  the 
principle  of  wholesaling  is  now  and  has  for  a  long  period 
been  applied  in  connection  with  freight  rates,  and  no  reason  can 
be  assigned  why  it  should  be  applied  to  freight  rates  and  not  to 
passenger  rates." 

Senator  Cummins  differed  with  the  Arkansan  when  the  lat- 
ter said  the  primary  object  of  the  order  of  the  Director-General 
abolishing  mileage  books  was  to  decrease  travel  on  account  of 
war  demands,  saying  that  the  Girector-General  increased  pas- 
senger fares  to  3  cents  a  mile  to  increase  revenues  and  that  he 
supposed  the  abolition  of  the  mileage  books  was  for  the  same 
purpose.  Senator  Cummins  also  added  that  if  the  purpose  of  the 
Director-General  was  to  decrease  travel,  he  had  failed  signally, 
because  from  the  time  the  fares  were  increased,  passenger  travel 
advanced  by  leaps  and  bounds  up  to  1921.  There  was  more  pas- 
senger travel  in  1920  than  ever  before  in  the  history  of  the  roads, 
he  said.  Senator  Robinson  admitted  that  in  spite  of  the  effort 
to  reduce  travel  that  it  increased,  but  he  contended  that  was  due 
to  conditions  which  then  existed  and  to  the  state  of  mind  of  the 
people.  He  referred  to  the  increased  travel  due  to  relatives  and 
friends  of  soldiers  visiting  army  camps. 

Issuance  of  mileage  books  will  stimulate  travel  now,  Senator 
Robinson  said,  adding  that  the  railroad  executives  do  not  seem 
to  realize  that  'by  maintenance  of  both  excessive  freight  and  pas- 
senger rates,  business  which  should  ordinarily  be  conducted  by 
the  railroads  is  being  diverted  to  other  instrumentalities. 

"If  freight  rates  were  reduced  tomorrow,  judiciously  re- 
duced," he  continued,  "'intelligently  reduced,  it  probably  would 
promote  more  business  and  yield  more  revenue  than  the  rail- 
roads now  are  receiving,  and  the  same  is  equally  true  of  pas- 
senger rates." 

Senator  Walsh  of  Massachusetts  and  Senator  McKellar  of 
Tennessee  joined  in  the  views  held  by  Senator  Robinson. 

Senator  Cummins  said  the  position  he  took  with  regard  to 
the  bill  was  that  the  Commission  was  the  best  judge  of  what 
the  fares  should  be. 

"I  for  one,"  said  he,  "do  not  feel  like  reviewing  the  action 
of  the  Interstate  Commerce  Commission  and  insisting  that  it  is 
less  qualified  to  enter  a  judgment  upon  this  question  than  the 
Congress  of  the  United  States,  which  must  necessarily  act  with 
very  inadequate  and  imperfect  information." 

Senator  Robinson  charged  that  Pullman  cars  and  passenger 
trains  were  running  half  filled  now. 

"While  the  revenues  for  the  first  half  of  1921,  under  the  high 
rates  I  have  already  described,"  said  he,  "exceeded  the  revenues 
for  the  first  half  of  1920  by  $8,666,000  plus,  the  number  of  fares 
paid  was  approximately  73,000,000  less  in  the  first  half  of  1921 
than  in  the  first  half  of  1920.  The  number  of  fares  paid  in  the 


first  half  of  1920  was  595,771,000.  The  number  of  fares  paid  in 
the  same  period  of  1921  was  only  522,195,000,  or  more  than  73,- 
000,000  leas,  tending  to  show  that  these  rates  did  discourage 
travel  very  greatly. 

"In  addition  to  that,  not  only  were  the  number  of  fares 
sold  under  the  high  rate  greatly  diminished,  as  I  have  just  shown, 
but  the  average  journey  traveled  under  the  new  and  high  rate? 
for  the  first  half  of  1921  was  only  35.4  miles,  while  the  average 
journey  under  the  lower  rate  in  force  in  the  first  half  of  1920 
was  36.41  miles. 

"The  total  freight  revenues  for  the  first  six  months  of  1921 
were  $1,863,836,308,  as  against  $1,860,948,323  for  the  first  half  of 
1920.  The  difference  in  freight  earnings  under  the  higher  rates 
prevailing  in  the  first  half  of  1921  and  those  of  the  first  half 
of  1920  was  less  than  $3,000,000. 

"How  does  the  tonnage  compare?  Senators  will  see  the 
force  of  the  point  I  am  attempting  to  make  when  I  cite  the  fig- 
ures. Tonnage,  like  passenger  travel,  dropped.  The  tonnage  in 
the  first  half  of  1920,  the  same  comparative  period,  was  1.020,- 
118  tons.  In  the  first  half  of  1921,  under  the  exorbitant  rates 
which  were  then  and  are  now  being  charged,  the  tonnage 
dropped  to  779,360  tons. 

"As  in  the  case  of  passenger  fares,  all  of  the  facts  and  cir- 
cumstances existing  at  the  time  concurred  in  producing  this 
disparity,  but  in  six  months  under  low  rates  for  freight  the 
railroads  received  almost  as  much  as  they  received  in  a  similar 
period  under  the  enormously  increased  rates,  and  at  the  same 
time  their  business  dropped  from  more  than  1,000.000  tons  to 
779,000  tons,  plus." 

Senator  Cummins  inquired  whether  the  senator  did  not. 
recognize  that  there  were  other  conditions  that  affect  passenger 
travel  than  the  rate  charged.  Senator  Robinson  replied  he  had 
so  stated  and  that  the  figures  he  was  using  were  not  conclusive 
on  the  subject,  but  that  they  were  merely  persuasive. 

Senator  Pomerene  said  he  objected  to  the  proposed  legis- 
lation not  because  he  did  not  think  rates  should  be  reduced,  but 
because  he  did  not  think  the  precedent  should  be  established 
of  having  Congress  fix  rates.  He  said  if  Congress  acted  favor- 
ably in  this  instance,  somebody  would  be  coming  along  with  a 
request  for  rates  on  iron  and  steel  and  every  other  commodity 
that  is  shipped. 

"With  the  general  proposition  that  legislatures  cannot  suc- 
cessfully fix  transportation  rates,  I  am  in  hearty  accord,"  said 
Senator  Robinson.  "We  do  not  possess  the  information  nor  the 
agencies  necessary  successfully  and  intelligently  to  perform 
such  services.  I  wish  to  be  entirely  frank  with  the  Senate.  If 
I  thought  the  Commission  would  act  and  act  promptly  upon 
the  matter  I  would  have  no  objection  to  referring  it  to  the  In- 
terstate Commerce  Commission.  But  I  am  advised  that  the  Com- 
mission have  had  this  matter  under  consideration  for  several 
months,  and  they  stand  approximately  evenly  divided  on  the 
question  of  policy.  They  now,  in  my  opinion,  have  the  power 
to  authorize  the  issuance  of  mileage  books  in  the  exercise  of 
their  general  power  to  fix  just  and  reasonable  rates. 

"I  have  no  hesitancy  in  saying  that  I  have  been  disappointed 
with  the  manner  in  which  the  transportation  act  has  'been  ap- 
plied through  the  instrumentality  of  the  railway  executives. 
Their  policies  in  some  particulars  have  depc-pularized  the  very 
liberal  rule  of  rate  making  prescribed  in  that  act.  They  ought 
to  have  gone  forward  in  the  carrying  out  of  the  act  in  a  way 
that  would  draw  to  the  railroads  the  confidence  of  the  people 
whom  they  serve.  Necessarily  many  rates  in  the  new  tariffs 
quickly  proved  the  necessity  for  corrections.  Railroad  authori- 
ties have  ibeen  slow  to  make  them,  slow  to  make  any  conces- 
sions. For  fear  of  establishing  precedents  that  might  later  rise 
to  plague  them  they  have  stood  still  when  they  ought  to  have 
advanced. 

"I  indulge  the  hope  that  the  Senate,  having  full  knowledge 
of  the  subject,  will  enact  this  legislation,  and  do  it  by  an  over- 
whelming vote. 

"There  is  nothing  further  that  I  can  say  now  that  will  clarify 
the  issue  presented  toy  the  amendment  of  the  senator  from  Iowa. 
The  power  exercised  in  this  bill  is  a  legislative  power.  It  is  our 
right  to  exercise  it  if  we  can  do  so  intelligently.  The  proposition 
involved  is  simple.  Any  senator  can  understand  it.  Why,  then, 
delay  action  by  sending  it  to  the  Interstate  Commerce  Com- 
mission, whom  we  know  to  be  so  divided  upon  the  subject  that 
results  are  not  likely  to  be  prompt?" 


AGRICULTURAL  CONFERENCE 

The  American  Farm  Bureau  Federation  will  urge  the  follow- 
ing for  transportation  relief  at  the  agricultural  conference  which 
will  begin  in  Washington  January  23:  "1.  Immediate  reduc- 
tions in  freight  rates.  2.  All  savings  in  operating  costs  to  be 
at  once  reflected  in  further  rate  reductions  until  entire  increase 
of  August  26,  1920,  is  wiped  out.  3.  Repeal  or  amendment  of 
the  Cummins-Esch  law  so  as  to  abrogate  the  guaranty  clause, 
restore  to  the  states  jurisdiction  in  intrastate  rates,  vitalize  the 
Railroad  Labor  Board  and  co-ordinate  wage-making  powers  with 
the  rate-making  power  of  the  Interstate  Commerce  Commission. 
4.  Repeal  or  amendment  of  the  Adamson  law,  so  as  to  nullify 
the  national  agreements." 


January  21.  1922 
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RATE  INFORMATION  WANTED 

Tht  Trmfc  World  Wukingto*  Btirtau 

Representative  Steenerson  of  Minnesota  has  introduced  a 
resolution  (H.Res.  266)  requesting  the  President  to  furnish  to  the 
House  information  regarding  freight  rates  on  dairy  supplies  ana 
agricultural  implements. 

The  resolution  submitted  by  Representative  Steenerson  on 
freight  rates  on  dairy  products  and  agricultural  implements  fol- 
lows: 

Resolved.  That  the  President  be.  and  he  la  hereby,  requested  to 
transmit  to  the  Hotu«  of  Representative*  all  Information  In  his  pos- 
MMkm  or  In  the  possession  of  the  Interstate  Commerce  Commission, 
relative  to  the  alleged  practice  of  charging  freight  on  butter  tuba  ma. I. 
and  shipped  from  Duluth  and  other  points  In  Minnesota  to  Red  Rlv.-r 
Valley  points  In  Minnesota,  plus  freight  from  Elgin.  111.:  and  also 
relative  to  the  practice  of  charging  freight  upon  agricultural  machUit-r> 
shipped  from  points  west  of  Pittsburgh  to  points  in  Minnesota,  plus 
freight  from  Pittsburgh.  Pa.:  and  also  all  Information  in  his  pos- 
session or  In  possession  of  said  Commission  as  to  what  statutory 
authority  or  other  legal  authority  exists  or  Is  claimed  to  exist  to 
justify  or  authorise  such  discriminatory  and  unjust  practices. 

The  Implication  of  the  resolution  Is  that  the  makers  of  but- 
ter tubs  mad  agricultural  machinery  follow  the  practice  prevail- 
ing in  a  large  part  of  the  steel  industry  of  quoting  prices  on  the 
theory  that  the  product  It  was  selling  was  made  at  Pittsburgh 
and  that  the  buyer  had  to  pay  the  freight  rate  from  Pittsburgh 
to  the  place  at  which  he  desired  to  use  it. 

An  investigation  of  that  practice  Is  being  carried  on  by  the 
Federal  Trade  Commission,  with  a  rlew  to  coming  to  a  conclu- 

a*  to  whether  it  is  or  Is  not  an  unfair  method  of  compel  i- 
The  practice  is  not  always  followed  by  the  whole  of  tin- 
steel  Industry.  In  times  of  brisk  demand  it  is  more  generally 
observed.  According  to  witnesses  who  have  appeared  before  the 
Federal  Trade  Commission,  than  In  times  of  light  demand. 

Defenders  of  the  practice  contend  that  It  Is  fair  to  producers 
and  to  consumers,  because.  In  some  Instance*,  the  buyer,  of  steel. 
at  least,  pays  leas  than  the  actual  freight  paid  by  the  shipment. 
In  other  words,  that  when  he  buys  In  Bethlehem.  Pa.,  and  ships 
to  Ohio,  the  amount  added  to  the  cost  of  the  article,  to  repre- 
sent the  freight.  Is  less  than  the  amount  of  freight  from  Bethle- 
hem to  the  Ohio  destination.  Critics  of  the  system  object  to  It 
b<  cause,  when  a  man  buys  steel  at  some  point  west  of  Pittsburgh, 
for  delivery  at  a  point  Mill  farther  west,  the  buyer  pays,  as 
freight,  an  amount  greater  than  the  freight  actually  collected 
from  the  seller. 


SOUTHERN  LUMBER  RATES  ATTACKED 

Tkt  Trafe  H'crld  Wuktnffton  Bnntu 

The  North  Carolina  Pine  Association  and  the  Georgia- 
Florida  Sawmill  Association  have  joined  the  movement  Inaug- 
urated by  the  Southern  Pine  Association,  by  means  of  a  formal 
complaint,  for  a  revision  downward  of  rates  on  pine  and  other 
kinds  of  lumber,  from  the  Southeast  to  destination  fast  of  the 
Buffalo-Pittsburgh  Line  and  north  of  the  Potomac  river.  Their 
complaint  was  prepared  by  W.  J.  Strobe),  for  the  North  Carolina 
Association  and.  J.  8.  Parish  for  the  Georgia  Saw  Mill  Associa- 
tion. 

The  burden  of  their  complaint  Is  that,  due  to  the  combined 
Increases  resulting  from  General  Order  28.  the  Commission's  de- 
cision In  Ex  Parte  74  and  the  subsequent  adjustment  by  the  car- 
riers, rates  on  lumber  and  forest  products,  from  Virginia,  the 

•  Una*.  Georgia,  Alabama  and  Florida  to  the  northern  and 
eastern  destinations,  have  been  subjected  to  a  much  higher  per 

age  Increase,  and  In  certain  Instances,  to  a  greater  advance 
In  cents  per  100  pounds  than  the  rates  from  other  lumber  pro- 
ducing territories,  particularly  the  Pacific  Coast. 

It  was  alleged  In  their  complaint  that  the  existing  nigh  rate 
has  driven  a  large  percentage  nf  lumber  to  movement  4>y  steamer 
sailing  vessel  and  barges  at  rates  much  lower  than  those  made 
by  the  carriers  by  railroad.  A  further  allegation  is  that  the  In- 
terior mills,  not  closely  adjacent  to  water,  are  compelled  to  mar- 
ket their  lumber  by  rail.  If  It  fa  to  be  marketed  at  all. -In  compe- 

n  with  the  lumber  from  mills  which  can  ship  wholly  by  wa- 
'•r.  They  averred  that  the  existing  rail  rates  have  caused  ana 
are  still  causing,  the  diversion  of  an  abnormal  percentage  of 
lumber  to  water  carriage.  And  this  too.  they  suggested,  at  a 
time  when  thousands  of  cars  stand  Idle  upon  the  railroad  tracks 
and  when  all  who  are  Interested.  In  a  broad  way.  in  the  railroad 
problem  are  seriously  concerned  on  account  of  the  constantly  de- 
creasing volume  of  rail  traffic. 


CHAMBER  CONSIDERS  SITUATION 

Tkf  Trtfe   rffrU   H'aikingtom  Hunan 

"The  railroad  situation  and  what  should  be  done  about  It 
from  the  business  standpoint  vill  be  considered  at  a  meeting 

fie  National   Council   of   the   Chamber   of   Commerce   of   the 

•«d  States,  to  be  held  In  Washington.  February  8  and  9." 
says  a  statement  Issued  by  the  Chamber. 

"The  council  Is  made  up  of  one  representative  each  from 
the  1.400  business  organization*  within  the  membership  of  the 

"Some  business  men  who  have  followed  closely  the  railroad 
situation  since  the  roads  were  turned  back  to  private  control. 


see  a  drift  towards  government  ownership  and  operation  unless 
there  can  be  worked  out  some  plan  by  which  the  roads  can  be 
put  on  a  self-supporting  basis.  They  feel  that  the  transportation 
act  should  be  given  a  longer  trial  and  that  attempts  which  are 
being  made  in  Congress  to  amend  the  act,  if  successful,  will  pre- 
cipitate a  crisis  which  may  make  it  impossible  for  the  roads  to 
continue  under  private  management.  As  yet,  in  their  opinion 
such  an  increase  in  earnings  as  has  been  attained  may  have 
been  reached  at  the  expense  of  proper  maintenance. 

"The  chamber's  railroad  committee,  which  has  just  con- 
cluded a  meeting  in  Washington  at  which  the  situation  was 
gone  over,  is  of  the  opinion  that  the  transportation  act  can  be 
left  untouched  and  at  the  same  time  there  can  be  worked  out 
a  constructive  plan  which  will  help  solve  the  problem.  It  will 
prepare  a  report  to  be  presented  at  the  council  meeting,  suggest- 
ing a  program  for  dealing  with  the  situation.  This  report  when 
completed  will  propose  means  for  keeping  the  national  interest 
in  adequate  transportation  foremost  in  all  measures  which  may 
be  taken  in  relation  to  transportation. 

"The  railroad  committee  in  the  past  has  made  suggestions 
which  have  been  adopted  by  the  chamber's  membership  and  the 
-r  respond  inn  principles  subsequently  have  appeared  in  legisla- 
tion. The  transportation  act  Itself  contains  many  features  which 
the  committee  strongly  recommends  as  a  result  of  the  years  of 
study  Vilch  it  has  devoted  to  railroad  transportation  in  the 
Cnlted  States." 


BENTON  FILES  STATEMENT 

Tki   Traffic   World   H'ttkioglon  Bureau 

John  E.  Benton.  general  solicitor  for  the  National  Associa- 
tion of  Railway  and  rtillties  Commissioners,  in  a  statetu. -n: 
tiled  with  the  Senate  committee  on  Interstate  commerce,  de- 
clared, after  reviewing  briefly  the  statements  made  on  behalf 
of  the  state  commissions  In  the  hearings  on  the  Capper  ;m<l 
Nicholson  bills,  that  "the  foregoing  facts  have  not  been  denied." 

'I  do  not  overlook,"  said  he.  "some  loose  general  language 
by  carrier  representatives  Intended  to  create  the  impression  on 
the  part  of  the  committee  that  somehow  the  situation  as  to  the 
destruction  of  state  power  of  regulation  had  been  exaggerated. 
Neither  do  I  forget  that  Co-  -T  Hall  also  referred  to  the 

statement  that  the  federal  commission  had  made  orders  in 
twenty-four  states  which  had  operated  to  freeze  the  rates  in- 
volved In  those  states,  aa  an  exaggeration,  saying,  'at  the  out- 
side that  h*s  not  happened  In  more  than  thirteen  or  fourii  -en 
state*."  Commissioner  Hall's  statement  IB  quite  accurate  so  far 
aa  freight  rates  are  concerned,  but  tin-  statement  to  which  he 
refers  was  not  Intended  to  relate  to  freight  rates  alone.  The 
orders  of  the  federal  commission  affect  passenger  rates  in  the 
same  way  that  they  do  freight  rates,  although  the  results  are 
not  so  serious. 

"As  I  look  »t  the  record  now.  the  opponents  of  ill.-  proposed 
legislation  have  not  taken  Issue  with  us  as  to  the  t;i<:-  which 
"••re  stated  In  oar  presentation.  That  these  twenty-five  orders 
have  been  made;  that  the  states,  to  the  extent  Indicated  by  the 
orders,  and  by  the  quoted  decisions  of  the  federal  commission 
have  been  disabled  to  exercise  their  formerly  accustomed  pow- 
ers of  regulation;  that  the  rulings  and  decisions  which  we  placed 
before  the  committee,  with  all  that  they  Imply,  were  made  aa 
Mated,  Is  not  questioned. 

"The  time  which  has  Intervened  sin<  «•  November  2.  so  far 
as  devoted  to  this  hearing,  has  been  consumed  by  the  oppon- 
ents of  the  proposed  legislation  mainly  In  urging  their  opinions 
iMjrasjJy  upon  you  to  the  effect  that  the  decisions  complained 
of  were  right,  and  in  accordance  with  the  law,  and  that  the  law 
'Imiild  not  h«  changed. 

"This  makes  the  issue  quite  clear.  If  the  Congress  enter- 
tains the  opinions  expressed  by  Iho  opponents  of  (lie  proposed 
legislation,  then  there  Is  no  occasion  to  legislate.  Accordingly, 
what  Congress  has  to  do  Is  to  determine  whether  it  desii,-  (in- 
states to  have  any  real  rate-making  power,  which  may  not  be 
disregarded  by  the  carriers,  and  destroyed  hy  the  federal  com- 
mission. If  its  desire  is  that  the  federal  commission  shall  ex- 
ercise control  over  all  rates,  and  be  able  to  withdraw  any  or  all 
of  the  rates  within  a  state  from  the  reach  of  the  regulatory 
power  of  that  state,  there  is  no  occasion  to  do  anything,  for 
that  is  the  power  the  federal  commission  now  exercises,  assum- 
ing the  validity  of  Its  orders." 

Mr.  Benton  then  discussed  the  amendments  proposed  by  the 
state  commission.  Referring  to  the  one  which  would  d<  prlve  the 
carriers  of  the  right  to  complain  against  unjust  discrimination  he 
said: 

'The  Important  change  is  the  elimination  of  the  words  giv- 
ing the  carrier  the  right   to  institute  a  discrimination  proc- 
ing.     We  contend  that  there  Is  no  good  reason  for  permit tinK 
the  carrier  to  do  that  unless  you  Intend  that  such  proceedings, 
Instead  of  being  maintained   to  protect   shippers   or  localli 
shall  In  fact  be  what  the  federal  commission  has  frankly  m 
them — that  Is,  revenue  proceedings. 

"If  shippers  and  localities  are  hurt  by  discriminatory  rates, 
they  know  it,  and  will  take  the  necessary  steps  to  secure  reli>  f. 
If  they  are  not  affected  sufficiently  to  care  to  make  complaint, 
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then  there  is  certainly  no  situation  existing  which  calls  for  an 
exercise  of  federal  power;  and  no  carrier  ought  to  be  permitted 
10  institute  proceedings  for  the  pretended  purpose  of  avoiding 
discrimination,  but  for  the  real  purpose  of  procuring  federal 
authority  to  disregard  a  state  law,  which  the  carrier  prefers 
not  to  obey. 

"If  complaints  were  left  to  be  made  by  those  that  suffer 
from  discriminations,  is  it  conceivable  that  any  interstate  ship- 
per or  traveler  would  have  instituted  litigation  to  set  aside  the 
Iowa  minimum  weight  law,  or  the  Texas  order  for  slatting 
watermelon  cars,  or  the  South  Carolina  minimum  passenger  fare 
law,  or  to  compel  the  imposition  of  a  conductor's  penalty  charge 
in  that  state? 

"This  power  which  the  law  now  gives  to  the  carriers  to 
complain  of  other  people's  grievances  seem  to  us  illogical,  and 
designed  to  multiply  cases  before  the  federal  commission,  and 
to  barrass  and  break  down  state  authority." 

After  setting  forth  the  proposed  amendment  of  Section  13, 
paragraph  4,  Mr.  Benton  said: 

"I  said  early  in  the  hearing  that  if  Congress  desired  to 
cure  the  existing  situation,  and  protect  the  states  from  encroach- 
ment by  the  federal  commission,  it  must  go  beyond  a  mere 
amendment  of  the  transportation  act.  We  have  shown  the  sub- 
stantial destruction  of  the  regulatory  power  of  more  than  half 
the  states  of  the  Union.  This  is  a  situation  inconsistent  with 
the  historic  policy  of  our  dual  form  of  government.  The  pur- 
pose of  any  amendments  that  you  may  make  will  be  to  relieve 
the  situation.  It  maltes  no  difference  whether  the  commission 
in  making  the  orders  it  has  made  was  acting  under  a  new  power, 
granted  in  the  transportation  act,  or  under  an  unsuspected  pre- 
existing power  which  it  had  under  the  law  as  it  stood  before 
that  act  was  passed.  '  The  question  is,  does  Congress  approve 
of  the  existing  situation,  and  desire  that  the  federal  commis- 
sion shall  continue  to  make  orders  of  like  character  hereafter? 

"If  Congress  does  not  approve,  such  amendments  ought  now 
to  be  made  as  will  certainly  cure  the  situation.  .Our  friends  on 
the  other  side  have  made  it  very  clear  that  amendment  of  the 
transportation  act  merely  will  not  do  this,  for  they  have  said — 
both  carrier  attorneys  and  commissioners — that  all  of  these  or- 
ders might  have  been  made  under  the  law  as  it  stood  before  the 
transportation  act  was  passed.  Nothing  is  more  certain,  accord- 
ingly, than  that  we  shall  have  a  continuance  of  such  orders, 
irrespective  of  any  amendment  of  the  transportation  act,  unless 
you  indicate  clearly  a  limit  beyond  which  you  do  not  intend  the 
commission  to  go  in  prescribing  state  rates. 

"What  the  proponents  of  amendments  ask  Congress  to  do 
is  to  determine  the  extent  of  the  authority  intended  to  be  given 
the  federal  commission,  and  to  use  clear,  plain  language  in 
stating  it. 

"As  I  have  already  said,  the  federal  government  ought  not 
to  override  state  laws,  even  when  it  has  the  power,  except  for 
very  strong  reasons.  Under  the  proviso  which  is  now  pre- 
sented, the  commission  can  reach  every  case  where  any  serious 
injury  is  found  to  result  to  any  person  or  place  from  intrastate 
rates.  If,  however,  there  is  a  technical  injury,  which  is  merely 
trivial,  then  we  submit  that,  as  a  matter  of  public  policy,  the 
federal  government  ought  not  to  exercise  its  superior  power  to 
break  down  the  state  law,  which  must  be  assumed  to  have  been 
made  to  meet  the  needs  of  the  particular  focal  situation,  and 
to  be  of  benefit  to  the  people  of  the  state,  who  are  also  citizens 
of  the  nation. 

"The  inquiry  ought  always  to  be,  not  whether  a  plausible 
excuse  for  setting  aside  the  state  rate  may  be  found,  but  whether 
any  such  serious  situation  exists  that  the  national  power  ought 
to  displace  the  state  power. 

"While  Congress  used  the  words  'undue,'  'unjust,'  'unreason- 
able,' the  commission  in  practice  appears  to  attach  no  real 
significance  to  them.  Cases  have  been  pointed  out  which  we 
think  prove  this  conclusively. 

"We  ask  Congress  to  provide  that  no  state  shall  be  dis- 
turbed unless  it  is  found  to  be  'unreasonable  and  noncompen- 
satory.' If  a  state  rate  is  on  a  reasonable  basis,  and  the  inter- 
state rate  not  reasonable,  we  think  that  it  is  the  interstate  rate 
which  should  be  changed,  and  not  the  intrastate  rate.  But 
the  supreme  court  has  held  that  in  a  discrimination  case  the 
question  of  reasonableness  is  not  involved.  We  are  met  with 
this  suggestion  from  the  commission  in  discrimination  cases 
before  it.  *  *  * 

"Whether  the  extent  of  .the  jurisdiction  of  the  commission 
should  be  made  clear,  and  a  procedure  prescribed  which  shall 
prevent  the  commission  from  acting  beyond  such  jurisdiction, 
is  tremendously  important,  entirely  aside  from  the  question  of 
how  much  power  shall  be  granted. 

"That  this  is  a  government  of  laws,  and  not  of  men,  has 
been  the  boast  of  our  people  since  the  government  was  founded. 
There  is  no  irresponsible  power  anywhere  unless  it  be  found 
to  have  been  lodged  in  the  hands  of  the  federal  commission.  If 
that  commission  has  been  given  power  to  set  aside  state  rates. 
regulations  and  practices  which  it  finds  cause  'discrimination 
against  interstate  commerce,'  if  the  term  'discrimination  against 
interstate  commerce'  is  of  uncertain  meaning,  if  the  commis- 
sion is  not  required  to  state  on  what  facts  it  bases  its  finding, 


and  if  its  finding  is  conclusive,  wherever  there  is  some  evidence 
of  discrimination,  as  that  term  has  heretofore  been  accepted  by 
the  courts,  how  can  there  be  an  effective  judicial  review  of  the 
commission's  acts? 

"It  is  clear  that  the  commission  might  act,  in  reaching  its 
conclusion  of  discrimination,  upon  a  construction  of  that  word 
which  would  not  be  approved  by  the  court,  but  there  is  no  way 
of  demonstrating  that  fact. 

"In  addition,  the  expense  of  attempting  a  review  of  the 
lawfulness  of  the  commission's  order,  as  the  law  now  stands, 
is  in  many  cases  prohibitive.  From  this  record  it  appears  that 
in  the  Illinois  case  the  mere  prnting  of  the  record  would  cost 
approximately  $20,000  (Record,  p.  115). 

"If  the  commission  is  not  to  be  made  irresponsible,  such  a 
procedure  should  be  established  that  the  opinion  of  the  supreme 
court  as  to  the  lawfulness  of  the  commission's  orders  may  be 
conveniently  obtained,  and  at  no  such  undue  cost." 

Mr.  Benton  also  dwelt  at  length  on  the  jurisdiction  of  the 
commission  over  electric  railways,  urging  a  definition  of  that 
jurisdiction. 


CUMMINS   INQUIRY   RESUMPTION 

The  Cummins  inquiry  by  the  Senate  interstate  commerce 
committee  into  the  railroad  situation  will  be  resumed  January 
24,  when  Walker  D.  Hines,  former  Director-General  of  Railroads, 
will  begin  a  statement  which  will  be  confined  largely  to  the 
operation  of  the  railroads  by  the  government  during  federal 
control. 


MOVEMENT  OF  HAY 

In  a  general  survey  of  the  hay  market  situation  in  which 
it  states  that  the  principal  cause  of  the  light  movement  of  hay 
to  market  and  the  unsatisfactory  prices  to  producers  is  claimed 
by  shippers  to  be  the  present  high  freight  rates,  the  Depart- 
ment of  Agriculture  says  the  survey  shows,  however,  that  there 
are  several  other  important  factors  which  are  depressing  the 
hay  market  at  this  time.  Continuing,  it  said: 

Among  these  are  high  marketing  costs,  mild  weather  in  several 
important  consuming  sections,  local  forage  and  general  business. de- 
pression. 

Although  there  have  been  some  reductions  in  marketing  costs'  the 
charges  which  the  producer  must  pay,  including  the  freight,  total 
more  in  many  instances  than  the  amount  paid  him  for  his  hay. 
Baling  charges  have  been  reduced  about  $1  to  $1.50  per  ton,  baling 
wire  is  less  expensive,  and  hauling  charges  are  less  than  they  were 
one  year  ago,  but  with  the  exception  of  one  or  two  markets  no  reduc- 
tion has  been  made  in  the  terminal  market  charges. 

The  mild  weather  which  prevailed  in  many  sections  during  the 
latter  part  of  1921  has  curtailed  demand,  but  the  large  amount  of  local 
forage  available  in  sections  which  are  usually  heavy  buyers  of  hay 
from  other  sections  is  probably  a  more  important  factor  and  is  one 
which  is  being  made  of  great  importance  by  the  financial  condition  of 
the  consumers  who  are  using  all  substitutes  available.  Consumption, 
where  it  depends  upon  the  activity  of  commercial  enterprises,  such  as 
sawmills,  lumber  camps,  coal  and  mineral  mines,  or  construction 
camps,  is  very  light,  and  dealers  who  supply  these  industries  report 
that  there  is  but  little  demand  for  hay  until  these  industries  resume 
or  increase  operations. 

Many  shippers  are  of  the  opinion  that  a  proper  reduction  in  freight 
rates  will  result  in  a  normal  movement  of  hay,  but  from  the  reports 
received  from  the  consuming  sections  it  appears  that  while  lower 
prices  which  might  result  from  lower  freight  and  marketing  charges 
would  be  of  great  assistance,  there  are  numerous  territories  in  which 
only  a  general  return  to  normal  conditions  will  bring  the  demand  for 
hay  back  to  normal.  There  is  a  general  feeling  that  the  demand  will 
improve  soon  after  the  first  of  the  year,  but  it  is  thought  that  the 
movement  will  continue  relatively  light  as  dealers  in  southern  and 
southeastern  markets  report  that  local  forage  in  most  territories  is 
sufficient  to  meet  the  needs  of  the  consumers  for  two  to  four  months 
and  that  high  freight  rates  will  continue  to  curtail  shipments  from 
distant  points. 

FRUIT  AND  VEGETABLE  MOVEMENT. 
"Since  the  Boliday  depression,"  the  Department  of  Agri- 
culture says,  "the  carlot  movement  of  leading  fruits  and  vege- 
tables has  shown  greater  activity  and  the  tone  of  most  markets 
is  considerably  firmer.  Of  nine  leading  lines  of  produce  4,269 
cars  were  shipped  during  the  last  week  of  the  year.  This  is 
200  cars  more  than  the  preceding  week  and  550  more  than 
during  the  closing  week  of  1920.  Total  movement  to  Decem- 
ber 31,  not  counting  main  crop  lettuce  of  last  year,  was  299,847 
cars,  compared  with  306,086  cars  to  the  end  of  1920.  Consid- 
ering the  grand  total  shipment  of  these  nine  fruits  and  vege- 
tables last  season,  the  movement  to  date  this  season  is  70  per 
cent  of  last  season's  volume." 


MOVING    HOGS    BY   TRUCK. 

(From  the  Sioux  City  Spirit  of  Progress) 

Last  year  was  a  banner  year  for  motor  trucks  in  the  live 
stock  business.  During  1921,  179,448  hogs  were  brought  into  the 
Sioux  City  market  by  trucks  and  wagons.  This  is  an  increase 
of  over  45,000  over  the  preceding  year.  Although  there  was  a 
loss  in  total  receipts  in  the  yards  this  year,  the  motor  trucks 
gained.  Better  roads  facilitate  the  ship  by  truck  method  and 
the  farmers  are  quick  to  take  advantages  offered  in  reducing  the 
shrinkage  and  getting  the  benefit  of  the  market  by  arriving 
early.  In  one  day  on  July  19,  a  total  of  2,014  hogs  arrived  by 
way  of  trucks.  This  shows  in  a  concrete  manner  the  advantage 
of  good  roads. 
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Questions  of  Interest  to  Traffic  Men 


DEFENSE  OF  THE  BARGE  LINE 

Kditor  The  Traffic  World: 

Items  ;i  li.-a\>    user  in   the  government  barge  line,  operating 

betu  Orleans  and  St.  Louis,  and  therefore,  very  much  in- 

.-.!  m  its  wi-li.ire.  I  wiBh  to  take  this  opportunity  to  condemn 

In  iis  entirety  the  article  publish* tl  in  the  January  14  number  of 

The  Traffic  World,  under  the  heading.  "Subsidixed  Competition." 

mted  frcnj  the  Galveslon  News. 

Ming  with  the  last  paragraph,  this  article  is  In  error  when 
It  slates  that  the  rates  requested  are  requested  in  the  interests 
of  a  relatively  very  small  community.  We  take  It  that  the  writer 

>ie  article  Is  comparing  Galveston  with  that  territory  which 
will  be  beneficially  affected  by  the  rate  agreement  proposed. 
Therefore,  he  says,  in  substance,  that  the  Missouri,  the  .Missis- 
sippi, the  Ohio,  and  the  Illinois  River  valleys.  In  addition  to  the 
large  interior  territory  which  at  present  hare  this  "20  per  cent 
under"  rale  advantage,  are  relatively  small  a*  compared  with  the 
port  of  Galveston.  Using  his  own  expression.  It  is  very  "auda- 
cious" to  make  such  statements  and  to  believe  that  persons  will 
namely,  do  not  allow  rates  to  be  made  to  the 

rior  points  proposed  because  it  will  hurt  Galveston. 

I  also  wish  to  disagree  with  the  writer  when  be  stales  that 
the  rates  are  not  compensatory  with  the  service  and  that  the  loss 
is  coming  out  of  the  pockets  of  the  taxpayers  of  the  whole  coun- 
try. If  he  will  consider  carefully  figure*  given  out  by  the  govern 
ment  barge  line  he  will  note  that  they  are  making  a  splendid 
profit,  in  addition  to  setting  aside  each  month  so  much  for  de- 
preciation and  so  much  to  re-lmbune  the  government  for  moneys 
already  expended  on  the  project.  If  the  lower  rates  to  New  Or- 
leans will  make  the  carriers  of  the  West  reduce  their  rates  to 
Galveston.  so  much  the  better  for  the  people  affected,  an  the 
western  roads  In  particular  are  declaring  big  dividends  and  It 
would  bring  no  hardship  on  anyone  for  the  Santa  Fe  to  re-lm  • 

ran-  on  wheat  lour  cent  a  hundred  pounds  from  Denver  to 
Calveaton  to  compete  successfully  with  the.  proposed  Denver- 
New  Orleans  rate. 

Therefore,  facts  will  contradict  the  two  main  complaints  in 
this  article— namely  that  the  rate*  will  benefit  only  a  very  small, 
"selfish"  community  and  the  barge  line  is  losing  money.  We  state 
-  -that  the  barge  line  is  making  money— making  good  money— 
and  we  do  not  consider  the  living  abode  of  50  millions  of  people 
(as  that  will  be  about  the  number  affected),  as  a  small,  "selfish" 
community. 

Jan.  H.  Forbes.  T.  It  C.  Co.. 

r    w    Shame).  Traffic  Mgr. 
.m.  17.  1*22. 


LEIGH   ELLIS  CASE   EXPLAINED 

Kditor  The  Traffic  World: 

In  The  Traffic  World  of  December  24  appeared  an  article 
entitled  "Bar  to  Loss  and  Damage  Claims."  quoting  J.  P.  Shea, 
general  claim  agent  of  the  rnite.l  Stales  Railway  Administra- 
tion, as  saying: 

r    t»o  >c«r»  old.  and  »•  no  milt   wm«  brought  on  It 
:  nf  in-line  i  '"vlnlorui.  claim  wan  hm: 

or  words  of  like  Import. 

I'nfortunately  thin  article  was  very  misleading  and.  front 
a  legal  standpoint.  Inaccurate,  as  the  Information  given  your 
paper  was  n  h«-  article  In  question  was  based  on 

case   of    \A-\gh    Kills   *   Co.    vs.   Payne,   as   reported    in    27) 
nil    443.   and    the   article   refers   to   this   suit   as   "loss   and 
damage    claim    or   suit."     At    the    request   of   clients,    we    have 
carefully  gone  Into  this   matter  and  find  this  Is  not  a  loss  and 
damage   mailer   In   any   sense,    there   being   no  loss   of   articles 
shipped,  no  delay  to  same,  no  market  decline,  no  physical  dam- 
age, and  no  f.iiliif  to  deliver      The  facts  are  about  as  follows: 
The  plaintiff  delivered  to  the  carrier  800  bales  of  cotton  and 
presented  to  the  carrier's  agent  for  his  signature  a  bill  of  lading 
describing   tr.  "weight     (subject    to   correction)    99,300 

nds."    There  was  delivered   by   i  ;    25.839  pounds  of 

cotton  less  than  the  weight  shown  on  the  bill  of  lading  which 
red   the  shipment.     Suit   was   brought,   not   for  the   loss  of 
on  or  damage     that  Is,  physical  damage  to  the  article  shipped 
hut    fnr    •  -4    or   mls-*tnteraentft   in    the   bill   of   lading, 

the  xiiil  having  been  brought  by  a  bona  flde  purchaser  who  took 
said  bill  of  lading  for  consideration  without  notice  a*  to  its 
*,  said  bona  fide  piirrhaner  claiming  to  rely  entirely  on 


i  he  weight   as  shown   in   the  bill  of  lading  as  actual  instead  of 
istimated   weight. 

It  was  aineed  by  plaintiff  and  the  defendant  to  the  suit  that 
the  defendant  carrier  delivered  all  the  cotton  it  received  at 
point  of  origin;  that  none  of  the  cotton  was  lost  by  the  carrier 
.  n  route:  that  the  bill  of  lading  was  sold  to  the  third,  or  inno- 
1 1  nt.  party  without  his  knowledge  of  a  discrepancy  in  the  weight 
further  than  shown  on  the  bill  of  lading  notation. 

The  decision  of  the  court  was,  in  short,  about  as  follows: 
•  Such  a  bill  of  lading  was  not  a  negotiable  Instrument  under 
•In'  Pomerene  bill  of  lading  act;  that  recitals  'subject  to  correc- 
tion' meant  practically  the  same  as  'shipper's  load  and  count.' 
As  It  WAS  a  carload  lot,  it  was  the  duty  of  the  shipper  to  load 
same  at  point  of  origin  and,  since  the  shipper  made  no  request 
of  the  carrier  to  supervise  the  weighing  of  such  cotton  at  point 
of  origin,  the  carrier  merely  described  the  number  of  bales, 
which  number  was  actually  delivered  by  said  carrier  at  des- 
tination, and  the  reference  to  the  number  of  pounds  with  further 
words,  'subject  to  correction,'  wi-re  mere  voluntary  statements 
by  the  shipper  and  not  binding  on  the  carrier  in  any  manner 
:is  to  the  weight." 

From  this  It  will  be  seen  that  the  contract  provisions  in 
the  standard,  or  uniform,  bill  of  lading  were  not  in  any  way 
icinnecied  with  the  controversy  of  this  suit.  The  two-year-and- 
one-day  period  provided  for  In  the  uniform  bill  of  lading  as  to 
the  date  of  bringing  suits  was,  of  course,  inapplicable,  as  this 
was  not  a  loss  and  damage  matter,  which  the  bill  of  lading 
provisions  only  covers.  The  court  rightfully  observed  that,  In 
the  absence  of  •  federal  statute  covering  same,  the  shipper 
must  bring  the  suit  against  the  carrier  for  misrecitals  on  the 
bill  of  lading  under  the  statute  of  Georgia.  The  court  decided 
that  this  null  was  not  brought  within  the  limitations  prescribed 
by  the  Georgia  statute,  and  we  think  rightfully  so. 

From  the  above,  readers  of  The  Traffic  World  will  rightfully 
observe  that  the  question  of  loss  and  damage — that  Is,  as  it  is 
loiumonly  known  to  shippers  of  freight  and  express— was  in 
no  way  concerned  in  this  suit,  as  It  was  admitted  by  all  parties 
that  there  was  no  physical  damage,  and  that  all  goods  which 

carrier  received  were  delivered  at  destination.  The  action 
was  a  tort  action  and  not  one  based  on  contract,  the  court 
holding  that  the  Interstate  commerce  decision  in  the  so-called 

ker  case  did  not  apply.  Inasmuch  as  action  was  not  one  of 

ract.  It  will  also  be  observed  from  the  above  that  the 
statutory  provision— namely.  Sec.  206.  par.  A  of  the  transporta- 
tion act  of  1120 — was  not  passed  on  by  the  court,  such  provl- 
•i  giving  the  shippers  the  right  to  bring  suit  on  all  shipments 
moving  under  federal  control  not  later  than  February  28.  1922. 
unless  a  state  statute  provided  for  a  shorter  time  than  named 
in  this  transportation  act. 

We  feel,  therefore,  that  the  many  shippers  who  have  been 
considerably  worried  on  the  article  as  appearing  in  your  former 
«m-«  may  find  consolation  in  the  fact  that  they  can  bring  suits 
.0*1  the  Railway  Administration.  In  the  absence  of  a  state 
IStute  providing  shorter  time,  up  to  and  Including  February 
28.  1922. 

We  trust  the  above  will  be  of  Interest  to  the  many  readers 
of  your  valuable  paper. 

niutn.  Wolf «ohn  &  Blum, 

Chicago,  Jan.  14.  1922.  By  J.  V.  De  Laney. 

Application  for  a  writ  of  certiorail  in  the  case  of  Leigh 
Kills  &  Co  vs.  James  C.  Davis,  as  agent,  has  been  made  In 
the  Supr.  me  Court  of  the  I'nited  States  by  Kdgar  Watklns,  for 
the  plaintiff  in  error.  Ilrlefs  in  opposition  thereto  have  been 
nl.-d  b>  Waller  T.  Colquill  and  A.  A.  Mcljuitfllln.  The  number 
of  the'case  IK  No.  «S5. 


FOR  COMMODITY  REDUCTIONS 

Kiliior  The  Traffic  World: 

Have  just  finished  reading  your  editorial,  "Reductions  in 
Rates."  of  January  14.  It  seems  to  me  you  have  missed  the 
main  point  brought  out  by  the  representative  of  the  carriers 
in  his  letter  to  you.  That  is.  that  the  immediate  requirement 
in  the  transportation  situation  is  the  maximum  possible  reduc- 
tion on  commodities  having  a  high  freight  ratio.  You  must 

•  heard  that  industries  whose  activities  are  confined  to  the 
use  and  manufacture  of  such  commodities  were  obliged,  by  the 
high  freight  rates  and  subsequent  decline  In  markets,  either  to 
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suspend  operations  entirely,  or  limit   their  activities  to  a  very 
circumscribed  territory. 

\Vlmt  is  necessary  now  for  the  good  of  industry  as  a  whole 
is  to  stimulate  those  industries  which  have  suffered  most.  The 
relationship  between  class  and  commodity  rates  is  a  matter 
of  secondary  importance.  Everyone  supposes  that,  without  ques- 
tion, in  the  course  of  time,  there  will  be  a  general  reduction 
in  all  rates.  It  seems  to  me  that,  with  this  in  view,  it  is  pos- 
sible to  make  necessary  reductions  in  commodity  rates  at  this 
time  which  may  be  given  full  weight  and  deducted  from  any 
general  reduction  which  may  be  made  later;  that  is,  of  course, 
unless  it  be  proved  that,  as  your  carriers'  representative  says, 
the  class  and  commodity  schedules  are  out  of  alignment. 

You  are  wrong  in  your  advocacy  of  percentage  reduction,  in 
that  such  a  reduction,  before  it  would  affect  the  industries 
which  are  really  suffering  from  the  high  freight  rates,  would 
have  to  be  of  a  much  greater  percentage  than  there  is  any 
prospect  at  all  of  obtaining,  and  this  would  postpone  indefi- 
nitely resumption  of  activities  by  these  industries. 

You  will  admit  that  the  general  situation  is  due  to  a  great 
extent  to  partial  paralysis  of  industry  and  those  industries 
which  are  not  operating,  resulting  in  the  unemployment  of  large 
bodies  of  men  and  consequent  reduction  of  buying  power  and 
restriction  of  markets,  are  those  industries  which  deal  exten- 
sively in  what  are  known  as  low  grade  or  high  freight  ratio 
commodities. 

No  one  feels  that  there  is  any  possible  chance  of  a  hori- 
zontal reduction  greater  than  10  per  cent.  A  10  per  cent  re- 
duction in  freight  cost  on  an  automobile  would  result  in  cut- 
ting the  delivered  cost  by  1  per  cent.  How  much  influence 
would  that  have  on  automobile  sales?  During  the  latter  part 
of  1921  We  bought  coal  at  85  cents  per  ton  at  the  mine  and 
paid  |2.47  freight  plus  war  tax.  Before  the  freight  increase  we 
paid  about  the  same  price  at  the  mine,  but  the  freight  rate 
was  about  70  cents.  You  will  appreciate,  therefore,  that  by 
bringing  the  freight  rate  on  coal  back  to  prewar  basis,  it  will 
be  possible  to  reduce  the  delivered  price  of  coal  50  per  cent. 

Now,  as  a  choice  between  the  two,  would  it  not  be  better 
to  throw  the  reduction  toward  the  lower  grade  commodities? 
In  other  words,  concentrate  the  ability  of  the  railroads  to  reduce 
rates,  to  those  commodities  which  will  give  us  the  maximum 
effect. 

Probably  no  industry,  and  certainly  none  of  so  great  im- 
portance to  the  country  as  a  whole,  has  been  hit  so  hard  as 
agriculture,  and  I  believe,  despite  the  criticism  of  men  like 
yourself,  which  has  been  directed  against  the  railroad  execu- 
tives for  their  action  in  according  relief  to  agriculture  in  pref- 
erence to  other  industries,  that  they  are  in  much  better  position 
to  judge  of  the  situation  than  their  critics  and  that  they  have 
acted  with  very  good  judgment. 

I  have  noticed  various  reports  in  The  Traffic  World  pertain- 
ing to  resolutions  adopted  by  various  traffic  organization  favor- 
ing a  horizontal  cut  in  rates,  but  I  failed  to  find  one  such  report 
favoring  reductions  by  commodities,  although  there  has  been 
no  lack  of  such  action  by  representative  bodies.  So  far  as 
the  action  of  the  National  Industrial  Traffic  League  is  con- 
cerned, although  a  member  of  that  League,  I  have  been  unable 
to  find  any  definite  action  by  the  membership  committing  the 
League  to  a  horizontal  cut  under  any  and  all  conditions. 

In  the  resolutions  adopted  by  the  executive  committee  and 
ratified  by  membership  at  their  last  annual  meeting,  in  my 
mind,  the  horizontal  reduction  was  made  dependent  to  a  great 
extent  on  the  ability  of  carriers  to  reduce  certain  items  of 
their  expenditures  to  a  very  considerable  extent.  In  fact,  these 
resolutions  themselves  called  upon  the  railroad  executives  to 
take  certain  definite  action  toward  reducing  expenses,  and  the 
matter  of  reduction  in  rates  was  tacked  on  at  the  tail  end  of  the 
last  resolution. 

I  am  sure  that  in  ratifying  these  resolutions  there  is  a 
considerable  proportion  of  the  membership  which  did  not  rec- 
ognize that  they  were  binding  themselves  to  a  horizontal  re- 
duction under  all  circumstances,  and  I  have  expressed  this  opin- 
ion to  the  officials  of  the  League. 

Darling  &  Co., 

Chicago,  Jan.  19,  1922.  Per  B.  E.  Sanders. 


We  resent  the  insinuation  in  the  above  communication  that  we 
publish  accounts  of  action  by  traffic  organizations  that  agree  with  our 
own  views  and  do  not  publish  the  action  of  those  who  disagree  with  us 
as  to  the  proper  method  of  bringing  about  rate  reductions.  We  have 
no  knowledge  of  any  such  action  by  traffic  organizations  to  which  we 
have  not  given  publicity.  Our  correspondent's  language  is  as  loose 
in  this  respect  as  is  his  understanding  of  the  position  of  the  League 
to  which  he 'belongs.  Up  to  date,  that  position  is  that,  when  reduc- 
tions are  possible,  they  should  be  made  by  the  percentage  method,  on 
the  theory  that  that  was  the  method  by  which  rates  were  Increased. 
He  may  not  like  that  position,  but  it  is  the  position  of  the  League, 
nevertheless.— Editor  The  Traffic  World. 


ice  that  tht^y  are  receiving  from  the  American  Railway  Express 
Company,  with  particular  reference  to  pick-up  service. 

What  service  are  they  now  getting — i.  e.,  how  many  pick- 
ups and  at  what  hours  during  the  day?  Does  the  character 
of  their  business  require  a  late  afternoon  pick-up?  If  so,  at 
what  hour  is  it  made?  Has  the  express  company  made  any 
effort  to  adjust  its  service  to  meet  these  requirements?  Is  it 
the  consensus  of  opinion  that  a  universal  closing  hour  is  prac- 
tical, regardless  of  local  conditions? 

For  the  last  year  we  have  been  trying  to  get  the  express 
company  to  give  us  a  6  p.  m.  pick-up  (calling  attention  to  the 
fact  that  our  business  requires  such  a  service).  This  it  has 
steadfastly  declined  to  do,  giving  as  a  reason  therefor  that  it 
does  not  render  a  pick-up  service  later  than  5  p.  m.  In  fact,  It 
goes  on  record  in  saying  that  5  p.  m.  is  a  universal  closing 
hour  and  that  to  render  such  service  to  one  firm  in  one  locality 
would  be  a  discrimination  unless  it  rendered  the  same  service 
to  all  patrons,  and  that  it  would  entail  the  payment  of  a  con- 
siderable amount  of  overtime. 

It  fails  to  take  cognizance  of  the  fact  that  those  requiring 
such  servicje  would  be  the  exception  rather  than  the  rule.  It 
maintains,  however,  that  it  is  its  intention  to  adjust  its  service 
to  meet  its  patrons'  requirements. 

Another  feature  to  be  considered  is  the  establishment  of 
two  sets  of  rates,  one  to  include  delivery  and  pick-up  service 
and  the  other  to  apply  when  this  service  is  performed  by  ship- 
per or  consignee. 

We  cannot  help  but  feel  that  the  service  we  are  receiving 
from  the  express  company  is  far  short  of  what  it  should  be, 
taking  into  consideration  the  abnormally  high  rates  we  are 
compelled  to  pay,  and  we,  therefore,  will  await  with  interest 
any  comments  that  your  readers  may  care  to  make. 

Southern  Drug  Company, 
Per  E.  L.  Williams,  Traffic  Manager. 

Houston,  Tex.,  Jan.  10,  1922. 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

This  refers  to  the  letter  of  George  W.  Collins,  in  The  Traf- 
fic World  of  January  14,  in  reference  to  misquotation  of  rates. 

Should  the  suggestion  of  Mr.  Peters  to  the  effect  that  the 
carriers  be  fined  $25.00  or  $50.00  for  misquoting  rates  when  the 
party  receiving  the  rates  does  not  suffer  a  loss  be  carried  out, 
it  would  make  a  nice  profitable  business  for  a  number  of  firms 
to  write  out  to  various  railroads  for  rate  quotations  and  then 
check  them  up  for  errors  in  order  to  collect  their  part  of  the 
fine.  I  really  do  not  believe  that  there  should  he  any  fine  im- 
posed in  connection  with  quotation  of  rates,  unless  it  is  proved 
that  the  party  receiving  the  rates  suffers  an  actual  loss;  but  in 
such  cases  there  ought  to  be  a  law  providing  that  the  party  suf- 
fering the  loss  will  receive  at  least  partial  return  out  of  any 
fine  that  is  imposed  and  the  law  in  reference  to  such  fines  ought 
to  be  enforced. 

Without  in  any  way  including  Mr.  Collins,  I  want  to  di- 
rect attention  to  the  fact  that  the  railroads  are  seriously  bur- 
dened with  thousands  of  useless  requests  for  freight,  rates,  which, 
perhaps,  cannot  be  overcome;  but  if  it  were  possible  to  cut  out 
some  of  these  useless  requests,  then  there  would  be  left  room 
for  the  carriers  to  give  more  time  to  quoting  rates  and  naturally 
result  in  more  efficient  quotations. 

Kerr  Glass   Co., 
W.  O.  Allen,  Traffic  Manager. 
Sand  Springs,  Okla.,  Jan.  17,  1922. 


EXPRESS    COMPANY   SERVICE 

Editor  The  Traffic  World: 

We  should  like  an  expression  through  the  columns  of  your 
publication  from  interested  persons  as  to  the  character  of  serv- 


INLAND   WATERWAYS 

Editor  The  Traffic  World: 

In  your  issue  of  Dec.  17  there  appeared  two  articles  relating 
to  the  operation  of  boats  on  our  inland  water.  One  on  page 
1239  is  entitled,  "The  Government  Barge  Line";  the  other,  on 
page  1241,  is  entitled,  "Carriage  by  Water."  The  tone  of  both 
of  these  articles  give  an  adverse  impression  about  the  successful 
future  of  boat  lines,  and  is  not  altogether  fair. 

In  regard  to  the  government  barge  line,  it  is  not  to  be 
expected  that  this  will  be  a  striking  success,  while  operated 
as  such.  The  chances  are,  however,  that  in  the  hands  of 
private  interests  the  line  can  be  operated  properously.  Mr. 
Markham  is  complaining  that  the  reputed  profits  of  the  barge 
line 'would  not  be  profits  if  all  the  costs  to  which  a  private  car- 
rier would  be  subjected  are  included.  This  is  probably  so.  The 
writer  contends,  however,  that  this  barge  line,  as  well  as  most 
boat  lines,  could  be  operated  profitably  even  if  they  had  to 
help  pay  the  cost  of  keeping  the  streams  navigable,  if  the  boat 
lines  could  gain  the  same  support  from  the  shipping  public 
and  the  financial  interests  of  the  country  that  the  railroads 
now  receive. 

As  the  condition  stands  today  it  is  next  to  impossible  for 
boat  lines  to  float  a  loan  through  a  bank  or  get  any  financial 
backing  whatever,  and  this  is  due  more  tp  the  lack  of  under- 
standing on  the  part  of  the  banks  than  to  a  deep  fear  (based 
on  previous  experience)  of  financial  failure  of  the  marine  enter- 
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prises.  Make  it  an  easy  for  a  sound  navigation  company  to 
leceive  financial  support  aa  for  a  railroad,  and  witness  the  dif- 
ference. 

As  to  the  shipping  public:  In  some  sections  of  the  country 
It  is  an  uphill  battle  to  secure  freight  for  the  boat  line,  for  the 
present  generation  of  traffic  managers  and  shipping  clerks  has 
been  educated  to  railroad  service  principally  and  fail  adequately 
to  appreciate  the  need  of  having  both  rail  and  water  methods 
of  transportation.  More  support  from  the  shipping  public  and 
greater  publicity  from  the  waterway  interest  will  help  con- 
siderably. 

In  your  article  on  page  1241  you  state  that  boat  lines  have 
not  sprung  up  over  night.     Of  course  not.     Who  would  expect 
would?    On  the  other  hand,  notice  the  increase  In  navi- 
gation  companies  on  the  New   York  State  Itarge  Canal   in   the 
U*t   two  yean,   due   principally    to   the   fart    that    the   shipping 
public  has  commenced  to  see  the  possibilities  of  that  waterway. 
Where   there   was  but  one   fairly  large  company  operating  In 
1917  there  now  are  at  least  a  half  a  doxen  companies,  and  the 
a*e  in  boat  tonnage  is  tremendous. 

During    the   rail   strike   and   traffic   congestion   of   1919   and 

•  the  existing  boat  line*  were  swamped  with  traffic  and 
demonstrated  that,  if  properly  supported,  they  could  go  a  lone 
way  towards  moving  a  large  share  of  the  country's  comm- 
The  handicap  they  labored  under  then  was  the  lack  of  through 
rates  and  interchange  of  traffic  arrangements  with  rail  carriers 
Had  these  been  promptly  available  much  more  freight  could 
have  been  handled  by  the  boat  lines. 

The  writer  folly  believes  that  water  transportation  is  Just 
as   necessary   as   rail   and   that    both    should   be   accorded   fair 
treatment  by  both  the  government  and  the  public.     He  is  not 
altogether  positive  that  It  would  work  out  all  right,  but  would 
be   Interested    In   seeing   tried   out    the   proposition   of  charging 
water  lines  with  the  expense  of  maintaining  navigable  streams 
by  the  government.    Of  course,  everyone  using  them,  either  for 
pleasure  or  profit,  should  assume  his  share  and  every  govern 
ment  vessel  should  be  charged  also.    Of  courae,  this  Is  a  big 
question  and  might  lead  to  It  being  proposed  that  government 
built  or  maintained  land  highways  should  similarly  be  mad 
support  themselves. 

R.  A.   Hincano.  General   Manager. 

Tatsklll  Evening  I.ln.-.  Inc. 
»    York.  Jan.  13.  1922. 


GOOD   RAILROAD  SERVICE 

Editor  The  Traffic  World: 

In  the  Open  Korum  we  have  noticed  several  favorable  <  «>m- 
meats  on  railroad  service  which  appear  partial  to  the  operating 
department.  This  Is  probably  due  to  the  fact  that  this  In  one 
department  that  the  railroads  keep  at  a  high  standard  and 
advertise  It  accordingly. 

However,  we  believe  a  good  accounting  and  claim  depart- 
ment Is  equally  as  Important  and.  when  functioning  properly. 
good  service  is  given  In  the  payment  of  claims  and  much  silent 
advertising  and  good-will  Is  created  toward  the  railroad. 

So  many  samples  of  poor  service  could  be  furnished  that 
It  Is  a  pleasure  to  acknowledge  any  carrier  paying  overcharge 
claims  promptly.  We  could  list  about  five  or  six  In  this  clasit. 
but  we  recently  bad  a  specific  Instance  we  would  like  to  cite. 

On  December  28  and  also  on  December  29.  1921.  we  filed 
overcharge  claims  with  S.  U  Porter.  A.  f.  A.  of  the  r.  II  *  Q. 
Railroad  Company,  Chicago.  Ill  These  claims  could  not  have 
reached  bis  office  before  December  10.  1921.  One  claim  in 
volved  a  weight  feature,  while  the  other  was  a  rate  claim. 
Drafts  covering  both  of  these  overcharge*  were  dated  Decem- 
ber 31.  1921.  and  were  In  our  office  the  morning  of  January 
*.  1922.  less  than  a  week  after  filing. 

Nebraska  Bridge  Supply  &  I-umber  Co.. 
By  A    V    Knholm. 

Omaha.  Neb..  Jan.  12.  1922 

..r  The  Traffic  World: 

While  good  service  In  transporting  freight  In  the  rule  rather 
than  the  exception  today,  special  effort  and  accomplishment  <>r 
deliver),  when  most  needed,  nhould.  we  believe,  be  brought  to 

ipning   public. 

-r   17   we  loaded  car  Fnsro  32671.  whii  h   was  due  In 
N>  .  ;. parent ly  delivery'  there  that  date  was 

••  qiiention      nut  the  R  *  O.  accomplished  it. 
Three  day*  from  our  plant  to  New  York  is  certainly  splendid 
.nd.  coming  as  It  did.  when  we  most  needed  It,  we  want 
the  B.  A  O.  to  know  that  such  service  Is  highly  appreciated. 

Louisville  Milling  Co.. 
I  on i,...  ill-    Ky..  Jan    17.  1»22.  C.  J    Travis. 


Editor    II.-  1  ruffle   World 

Having  read  some  items  In  recent  copies  of  The  Traffic 
W»rld  In  riKnrd  to  tnovemini  »f  shipments  on  various  roads. 
»!«'  i  load  of  automobile*!  which  v.  • 

shipped   to    Kvanaville.    ln<l 


We  made  shipment  on  the  nineteenth  of  December  routed 
via  B.  *  A..  N.  Y.  ('..  Big  Four  and  this  car  was  received  at 
destination  December  24  at  10:25  P.  M..  making  a  running  time 
of  four  days,  as  this  car  was  crippled  and  had  to  undergo  repairs 
at  Cleveland.  Ohio. 

\Vr  think  this  service  is  of  the  best  that  can  be  received  and 
wish  to  say  that  if  all  roads  would  give  fast  service,  it  would 
be  inviting  to  shippers  to  use  their  lines. 

Rolls-Royce  Co.   of   America.   Inc.. 
H.  I.  Robinson.  Traffic  Manager. 

Springfield,  Mass.,  January  17.  1922. 


Kditor  The  Traffic  World: 

Noting  the  number  of  cases  of  good  transit  time  made  on 
various  individual  shipments  as  published  in  The  Open  Forum 
of  your  \:ilu:ihlr  publication: 

We  ha\e  one  shipment  in  particular  we  wish  heartily  to 
commend-  tin-  ser\  ii  e  rendered  by  the  Southern  &  Hock  Island 
Lines  on  movement  of  B-B  car  FW&D  5295,  pulled  from  our 
platform  Tuesday  night,  January  3,  and  deliveries  made  at  Lil- 

Kock.  Ark.,  the  morning  of  the  7th.  an  average  of  over 
:"••>  miles  per  day.  as  well  as  supplying  the  needs  of  Little 
Rock  for  the  week  end  change  of  underwear 

P.  H.  Hanes  Knitting  Company, 

C.   F.   Bauserman,  Traffic   Manager. 

Wlaston-Salem.  N.  C..  Jan.  13,  1922. 


Personal  Notes 


John  T.  llendrlcks  has  been  appointed  director  of  traffic 
for  the  Glass  Container  Association  at  New  York. 

Frank  F.  Hallenbeck  has  been  appointed  traveling  freight 
agent  for  the  Delaware  &  Hudson  at  Chicago. 

The  Pennsylvania  System  has  announced  the  appointment 
of  Thomas  W.  Preston  as  southern  freight  agent  at  Atlanta. 
<!a..  succeeding  M.  C.  Broughton,  who  has  been  promoted  to 
division  freight  agent  at  Camden.  X.  J. 

E.  8.    Leavltt    has   been   appointed    general    agent    for   the 
hem  Pacific  lines  at  Boston,  succeeding  J.  H.  Glynn,  who 

died. 

J. -A.  Beahan,  for  thirty  years  in  tin*  employ  of  the  New 
York,  New  Haven  &  Hartford,  has  been  promoted  from  freight 
claim  agent  to  assistant  general  freight  agent  for  that  line  and 
the  Central  New  England  Railroad  at  New  Haven.  Conn.  Wil- 
liam King  has  succeeded  him  as  freight  claim  agent 

F.  P.  Dougherty  has  been  ap|x>!nted  traffic  manager  for  the 
Beaver   Board   Companies   at   Buffalo.    N     Y  .    succeeding   G.    K. 
Griffith,  who  reslK' 

James  E.  Bradford  has  been  appointed  assistant  general 
manager  of  the  Dansvllle  &  Mt.  Morris  Railroad  at  Dansvllle. 
v  v  William  G.  Powell,  who  is  general  manager  of  that  road, 
has  also  been  made  freight  traffic  manager. 

F  O'Neill  has  been  appointed  assistant  freight  claim 
agent  for  the  San  Antonio,  Uvalde  &  C,ulf  Railroad  at  San 
Antonio.  Tex. 

.1  II.  Dooley  has  been  appointed  traveling  freight  agent  for 
the  Hocking  Valley  Railway  at  Columbus.  O. 

J.  Noble  Snider  has  been  appointed  coal  traffic  manager 
and  Alan  McMlchael  coal  freight  agent,  for  the  New  York  Cen- 
tral. West  Shore  Railroad,  at  New  York. 

W.  F.  Short,  for  several  years  traffic  manager  for  the  Osborn 
Wwrnfnciuring  Company,  Cleveland,  has  resigned  to  take  over 

southern  Ohio  and  Indiana  territory  for  the  sales  depart- 
ment of  that  company. 

Rollins  White  has  been  appointed  assistant  traffic  manager 
for  F.  W.  Woolworth  Company  at  New  York. 

II  D.  Drlscoll,  formerly  manager  of  the  Oklahoma  Traffic 
Association,  has  opened  offices  as  commerce  counsel  and  attorney 
In  Oklahoma  City. 

John  A.  Donald,  the  only  man  who  served  a  full  term  on  the 
1'nlted  States  Shipping  Board,  and  who  retired  as  a  Shipping 
Board  commissioner  March  4,  1921.  died  at  his  home  at  Rye,  N. 
Y..  January  14.  He  was  appointed  to  the  board  In  1917.  Prior  to 
that  time  he  was  head  of  the  Donald  Steamship  Co. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

The  Milwaukee  Traffic  Club's  annual  dinner,  held  at  th- 
Milwaukee  Athletic  Club  the  evening  of  January  16,  was  one  of 
the  liveliest  and  best  attended  of  such  traffic  club  affairs.  The 
banquet  hall  was  crowded  to  overflowing  with  delegations  of 
visiting  traffic  men,  both  railroad  and  industrial.  The  speakers 
were  President  H.  E.  Byram,  of  the  C.  M.  &  St.  P.;  President 
W.  H.  Finley.  of  thr  C.  &  N  W  :  H.  S.  Noble,  vice-president 
of  the  Great  Lakes  Transit  Corporation:  and  Henry  A.  Palmei. 
editor  of  The  Traffic  World.  The  guest  of  honor  was  President 
i:  \  r.  nnlngton.  of  the  M..  St.  I>.  &  S.  Ste.  Marie.  The  toast- 
master  was  City  Attorney  John  M.  Niven,  who  presided  In  such 
way  as  to  entertain  highly.  Mr.  Noble  spoke  only  a  few  minutes 
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with  respect  to  the  restored  hike  service  to  be  furnished  by 
his  company.  Mr.  Byram  told  of  some  of  the  difficulties  ex- 
perienced by  the  railroads  under  present  conditions  and  the  im- 
possibility of  further  reductions  in  rates  until  wage  reductions 
can  be  brought  about.  He  devoted  some  effort  to  exploding  the 
idea  that  reductions  in  rates  would  bring  increased  revenue, 
saying  that  this  idea  was,  at  most,  only  speculative  and  that 
railroad  traffic  men,  who  ought  to  know,  took  no  stock  in  It. 
Mr  Finley  spoke  more  at  length  along  somewhat  the  same 
lines  He  also  attacked  the  policy  of  government  aid  to  water 
transportation  In  competition  with  rail  lines  that  have  to  earn 
all  their  own  living  and  pay  their  own  way.  Mr.  Palmer  spoke 
of  the  function  and  opportunity  of  the  traffic  clubs,  saying 
that  they  ought  to  be  more  than  mere  social  and  business 
organizations,  and  should  perform  a  service  of  education  in 
transportation  problems  of  public  interest. 

Fifteen  officials  of  the  Boston  &  Maine  Railroad  were  guests 
of  the  Traffic  Club  of  Troy,  N.  Y.,  at  a  dinner  held  at  the  Rens- 
selaer  Hotel,  January  10.  The  dinner  was  preceded  by  a  tour 
of  the  city  and  an  inspection  of  its  proposed  transportation 
improvements.  The  following  were  on  the  speakers'  list:  John 
J  Lyons,  secretary  of  State,  New  York;  James  H.  Hustis, 
president  Boston  &  Maine;  Gerrit  Fort,  vice-president,  Boston 
&  Maine-  B.  R.  Pollock,  'vice-president  and  general  manager, 
Boston  &  Maine;  Col.  Ramsome  H.  Gillet,  105th  Regiment, 
U  S  Army;  Joseph  A.  Lawson,  attorney,  Albany,  N.  Y.;  and 
John  M  Mason,  resident  engineer,  Stone  &  Webster  Corp., 
Troy.  George  T.  Russell,  president  of  the  Traffic  Club,  was 
toastmaster. 

The  Seattle  Transportation  Club  held  its  annual  meeting 
and  banquet  January  10.  The  newly  elected  president,  Alpheus 
Byers  made  an  address.  Besides  Mr.  Byers,  the  following  offi- 
cers were  installed:  Vice-presidents,  I.  P.  Iversen  and  W.  S. 
Elliott;  secretary-treasurer,  R.  A.  Nichols;  directors,  W.  J.  Barr, 
R.  E.  Johnston  and  O.  H.  Wood. 

The  newly  elected  officers  of  the  Indianapolis  Traffic  Club 
are  as  follows:  President,  F.  A.  Butler,  secretary-treasurer,  C. 
B.  Cones  &  Son  Manufacturing  Company;  vice-presidents,  W. 
H.  Coltharp,  traffic  manager,  Midwest  Engine  Company,  G.  K. 
Jeffries,  general  superintendent,  Terre  Haute.  Indianapolis  & 
Eastern  Traction  Company,  Herbert  Clark,  traffic  manager,  Ball 
Brothers,  Muncie,  Ind.;  secretary-treasurer,  George  N.  Baker, 
freight  traffic  agent,  Monon  Route;  board  of  governors,  J.  A. 
MacGregor,  traffic  agent,  Canadian  Pacific  Railway,  chairman; 
F.  B.  Humiston,  division  freight  and  passenger  agent,  Chicago, 
Indianapolis  &  Louisville  Railway;  A.  S.  Winter,  traffic  man- 
ager, Martin  Parry  Corporation;  E.  M.  Elliott,  division  freight 
representative,  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Rail- 
way; W.  C.  Hay  ward,  Hay  ward-Rich  Grain  Company;  I.  L.  Frye, 
freight  representative,  Pittsburgh,  Cincinnati,  Chicago  &  St. 
Louis  Railway;  F.  L.  Sullivan,  traffic  manager,  American  Hominy 
Company;  W.  T.  Peacock,  general  agent,  freight  department, 
Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway;  W.  J.  Hun- 
gate,  Saphanol  Products  Company;  J.  W.  Thomas,  agent,  Cin- 
cinnati, Indianapolis  &  Western  Railroad;  F.  A.  Doebber,  traffic 
manager,  Citizens'  Gas  Company. 

O.  B.  Black,  mayor  of  San  Antonio,  Gerald  Melliff,  president 
of  the  Chamber  of  Commerce,  U.  S.  Pawkett,  manager  of  the 
San  Antonio  Freight  Bureau,  and  various  other  men  prominent 
in  civic  life  were  present  at  the  second  regular  meeting  of  the 
San  Antonio  Traffic  Club,  held  at  the  Gunter  Hotel,  January  9. 
Sixty-four  members  and  14  visitors  were  present.  The  guests 
all  extended  a  welcome  to  the  new  organization  and  promised  co- 
operation to  make  it  a  success. 

The  Traffic  Club  of  Kalamazoo  has  elected  the  following 
officers  for  1922:  President,  J.  F.  Campbell,  traffic  manager, 
A.  M.  Todd  Company;  vice-president,  C.  E.  Reed,  agent,  Grand 
Trunk  Railroad;  secretary,  C.  H.  Winslow,  assistant  traffic 
manager,  Kalamazoo  Chamber  of  Commerce;  treasurer,  L.  E. 
Weirs,  agent,  C.  K.  &  S.  Railway. 

At  the  annual  meeting  of  the  Industrial  Traffic  Club  of  the 
Niagara  Frontier,  held  at  the  Transportation  Club,  Buffalo, 
January  16,  reports  of  standing  committees  were  read  and  con- 
sidered. The  following  officers  were  elected:  President,  Henry 
Adema;  vice-presidents,  W.  'J.  McKibbin,  R.  S.  Brennesholz 
and  H.  C.  Machemer;  secretary,  E.  J.  Sheridan;  treasurer,  A. 
W.  Kirton;  directors,  B.  R.  Blackmarr,  H.  P.  Daly,  A.  E.  Kuhn 
and  F.  E.  Williamson. 


MONTHLY    GAUGE    OF    INCOME 

The  Traffic   World   Washington  Bureau 

A  rule  for  making  monthly  gauges  of  railway  net  operating 
income  for  the  ascertainment  of  whether  that  return  is  more  or 
less  than  what  the  Commission,  after  March  1,  will  hold  will 
be  a  fair  return  on  the  value  of  property  devoted  to  public  use, 
has  been  prepared  for  its  own  use  by  the  Commission.  The 
railroads,  for  the  purpose  of  showing  each  month  how  much 
less  than  a  fair  return  they  were  earning,  have  been  using  a 
rule  'based  on  the  three  test  years  ended  with  June  30,  1917, 
which  Congress  said  should  be  used  in  calculating  standard 
compensation  for  the  railroad  properties  taken  under  federal 
control.  The  Commission  regards  them  as  abnormal  years. 
Therefore,  it  has  taken  the  five  years  ending  with  1916  as  fur- 
nishing a  better  rule  for  saying  what  amount  of  the  total 
income  each  month  normally  produces.  The  rule  applies  only 
to  Class  1  roads.  They  are  the  ones  that  are  generally  used 
in  making  calculations  to  show  the  trend  of  the  financial  affairs 
of  the  railroads.  Under  the  rate  of  return  fixed  by  Congress, 
and  which  is  to  continue  until  March  \,  when  the  Commission 
will  have  to  say  what  would  be  the  fair  rate,  the  Class  1  rail- 
roads are  entitled  to  an  annual  net  railway  operating  income  of 
$1,115,940,000.  That  is  the  return  on  a  valuation  of  $18,399,000,- 
000  on  the  property  of  the  Class  1  carriers,  made  by  the  Com- 
mission in  Ex  Parte  No.  74,  brought  down  to  December  31,  1920, 
by  adding  capital  expenditures  since  made.  It  estimated  the 
railroads  of  all  classes  have  property,  devoted  to  transportation, 
worth  $18,900,000,000. 

The  following  table  shows  the  net  railway  operating  income 
which  Class  I  steam  roads  should  earn  each  month  in  each 
geographical  district  to  produce  an  annual  return  of  G  per  cent 
on  an  investment  of  $18,599,000,000: 


CIVIL  SERVICE  EXAMINATIONS 

The  United  States  Civil  Service  Commission  announces  open 
competitive  examinations  for  inspector  of  safety  appliances  and 
inspector  of  hours  of  service,  at  $3,000  a  year,  on  March  22  and 
23,  and  for  inspector  of  locomotives,  at  $3,000  a  year,  on  March 
S  and  9,  to  fill  vacancies  in  the  Commission. 


Month. 


Eastern  district. 
Amount 
(thou- 
sands), 
(a) 

January     $23,926 

February     20,766 

March     31,601 

April     31,149 

May     36,115 

June    42,435 

July     44,693 

August    51,916 

September 49,659 

October 47,853 

November     38,372 

December     32,955 


Per 

cent. 

(b) 

5.3 

4.6 

7.0 

6.9 

8.0 

9.4 

9.9 

11.5 

11.0 

10.6 

8.5 

7.3 


Total    $451,440 


100.0 


Pocahontas  region. 
Amount 
(thou-  Pei- 
sands).  cent. 
(c)  (d) 
$  3,046  7.5 
2.681  6.6 
3.331  8.2 
3,087  7.6 
3,453  8.5 
3,575  8.8 
3,453  8.5 
4,021  9.9 
3,818  9.4 
3,696  9.1 
3,250  8.0 
3,209  7.9 

$40,620  100.0 


Month. 


Southern  district. 

Amount 

(thou-  Per 

sands).  cent, 

(e)  (f) 

January    $  9,732  7.4 

February 10,390  7.9 

March     13,020  9.9 

April     10.127  7.7 

May     9,996  7.6 

June    9,075  6.9 

July    8,680  6.6 

August     '...     9,864  7.5 

September    10,785  8.2 

October    13,284  10.1 

November    12,494  9.5 

December 14,073  10.7 

100.0 


Western  district. 

Amount 

(thou- 

Per 

sands). 

cent. 

(g) 

on 

$27,080 

5.8 

27,080 

5.5 

35,450 

7  2 

30,034 

6.1 

32,988 

6.7 

37,912 

7.7 

42,835 

8.7 

49,728 

10.1 

56,129 

11.1 

60,560 

12.3 

51,206 

in.  i 

41,358 

8.4 

Total $131,520 


Month. 


$492,360 


100.0 


(thousands), 
(i) 

January ' $  63,784 

February    60,917 

March    83,402 

April    74,397 

May     82,552 

June     : 92,997 

July     99,661 

August     115,529 

September    120,391 

October     125,393 

November 105,322 

December    91,595 


United  States. 
Amount 

Per  cent. 


Total     $1,115,940 


6.7 

7.1 

8.3 

8.9 

10.4 

10. S 

11.2 

9.1 

8.2 

100.0 


In  explanation  of  what  it  had  done,  the  Commission  said 
the  test  period  was  one  in  which  there  was  a  rapid  growth  of 
traffic  so  that  the  earnings  of  various  months  in  each  year  were 
affected  by  the  general  annual  trend  upward,  and  one  in  which 
abnormalities  incidental  to  war  appeared.  They  caused  distor- 
tions which  statisticians  and  accountants  could  perceive  by  the 
great  contrast  between  the  Junes  and  Julys  in  the  three  years. 
By  using  the  figures  for  the  test  period  June  was  made  to 
appear  as  a  month  in  which  a  larger  income  was  earned  than 
in  July,  while  the  fact  is  that  July,  under  normal  conditions,  is 
a  heavier  month  than  June.  That  distortion  the  Commission 
said  was  due  to  the  fact  that  June,  1917,  right  in  the  midst,  of 
war,  was  included,  while  July  of  that  year,  under  the  terms  of 
the  law,  was  excluded  from  the  test  period. 
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Questions  and  Answers 

In  thu  department  will  be  anssmtd  question*  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  intentate  commerce  law.  who  it  a  member  of  our  legal  department, 
will  jive  hia  opinion  in  anawer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  anawer  questions  relating  to  practical  traffic 
problems.  We  do  ant  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persona  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se— 'ice  by  the  payment  of  •  reasonable  fee.  The  right  la  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  It  may  appear  to  us  am  arias  to  anaaai  or  that  involves  a 
•tuarioo  too  complex  for  the  kind  of  Innstasatlna  herein  contemplated. 

Address  Questions  aad  Ana  ami  Department . 
TraaV  warms*  Cmymittum,  Colorado  Building.  Washington,  O.  C. 

• 

Distinction   Between   Sections  1,  2  and  3  of  Interstate  Commerce 

Act 

Illinois. — Qut-Btion:     In  a  number  of  decisions  the  Interstate 
ai.-rcf  Commission  referred  to  certain  rates  and  practices  of 
rarriers  as  unduly  prejudicial.     We  are  very  anxious  to  know 
just  what  distinction  the  Commission  has  in  mind  between  such 
rales  or  practices  as  may  be  found  unduly   prejudicial  as  dis- 
tinguished from  those  which  they  may  find  (a)  "unreasonabli>." 
(b)    "unduly   preferential."  or   (c)   "discriminatory-" 

Have  >i>u  any  information  on  this  subject,  or  can  you  secure 
any  by  to  the  decisions  of  the  Commission?  If  there 

is  any  distinction  between  the  terms  as  affecting  the  recovery 
of  reparation,  we  should  also  like  to  be  advised  of  that. 

Answer:  Rate  cases  before  the  Interstate  Commerce  Com- 
mission are  of  two  kinds,  namely:  A  case  In  which  a  rate  Is 
alleged  to  be  unreasonable;  a  case  In  which  a  rate  Is  complaliml 
of  as  being  unduly  discriminatory  or  unjustly  prejudlcal  to  one 
locality,  person,  or  particular  description  of  traffic,  and  unduly 
favorable  to  another  locality,  shipper,  or  description  of  traffic, 
that  Is.  It  may  »>e  unjust,  unreasonable,  and  In  violation  of 
section  1:  unjustly  discriminatory  in  violation  of  section  2,  or 
unjustly  prejudicial  to  one  shipper.  locality,  or  description  of 
traffic,  and  unduly  preferential  to  another.  In  violation  of  sec- 
tion 

A  just  and  reasonable  rate  Is  a  rate  which  is  a  fair  price  to 
the  carrier  for  the  transportation  service  It  performs  and  like- 
wise a  just  one  to  the  shipper  for  the  transportation  service  that 
he  receives.  Section  1  contemplate*  that  rates  to  be  just  and 
reasonable  must  be  relatively  fair  as  between  localities  simi- 
larly situated,  as  well  as  reasonable  per  se. 

on  2  prohibits  discrimination  between  shippers  of  like 
kinds  of  traffic  under  substantially  similar  rirrumstances  and 
conditions.  A  complainant  must  therefore  pr«ne  that  the  traffic 
between  whlrh  discrimination  Is  alleged  Is  like  In  kind;  that  the 
•iminallon  Is  undue  and  that  the  transportation  Is  performed 
under  substantially  similar  rirrumstances  and  conditions. 

•  •n  3  prohibits  undue  advantage  to  one  shipper  and  un 
idice  to  another.     Discrimination  under  section  3  may 

I  only  by  showing  an  advantage  to  one  shipper  and 
a  contemporaneous  disadvantage  to  another. 

Reparation — Subsequently  Reduced  Rate 

•  Virginia. — Question:  Will  you  please  advise  If  there  Is  any 
Axed  rule  for  filing  reparation  claims  on  shipments  in  carload 
lots  that  have  moved  on  class  rates,  and  later  commodity  rates 
were  published  reducing  the  rates..  In  some  instances  shipments 
were  made  several  months  before  commodity  rates  were  estab- 
lish- 

Is  there  any  fixed  ruling  by  the  Commission  by  which  they 
will  authorlxe  carriers  to  make  reparation  on  shipments  like 
the  foregoing?  If  not.  what  has  been  the  general  ruling  of  the 
Commission  on  claims  of  this  kind? 

Answer:  The  Commission  has  held  in  numerous  cases  that 
the  voluntary  reduction  of  a  rate  does  not  In  itself,  without  proof 
that  the  former  rate  was  unreasonable,  furnish  a  sufficient 

•  r  awarding  reparation.     If,  however,  you  can  prove  by 
••r  evidence   that  the  class   rate  charged   was  unreasonable 

'    the    commodity    rate    subsequently 

'•paralion    will    be    awarded    for    the    difference 

between    the   rate   applied   and    that    subsequently   established. 

Reconsignment — Constitutes    Through    Shipment 
Missouri.— Question:  We  purchased  a  car  of  onions  at  Mer- 
'••'!••«     r..Xa.s.  in  1920.  consigned  to  ourselves  at  St.  Louis.     The 
•'oast   Line  being  the  Initial  carrier,  issued  a  bill  of  lading 
•••/•ring  the  transportation  of  the  shipment  to  St.  Louis,  being 
an  interstate  bill  of  lading.     Upon  arrival  at  St.  Louis  the  ship- 
^*»t  was   reconslgned   to   Dayton.   Ohio,  on   the   through   rate 
gjrou   Mercedes.    Texas,   to   Dayton.     The   shipment   arrived   at 
•i.  namely,  Dayton.  Ohio.  In  damaged  condition,  ship- 
ment not  having  been  ii  it  St.  Louis.    The  Initial  carrier 
nds   that   inasmuch  as  they  only  contracted   to  carry  the 
to   .-                   that    thoy    cannot   be   held   liable  under 
th»  earmark  Amendment  on  account  of  car  having  been  recon- 
slgn»d  from  St.   r»ui«.  by  the  Mo.  Par    R.  R.  on  whose  line  the 
ear  wa«  at  the  tlmr  the  reconsignment  instruction*  were  given. 


Our  contention  is  that  although  the  car  was  reconsigned 
to  Dayton,  the  initial  carrier  is  still  liable  as  the  Mo.  Pac.  are 
agents  of  the  initial  carrier  in  view  of  the  fact  that  the  car 
vras  not  broken,  no  part  of  the  shipment  removed  at  St.  Louis 
and  reconsigned  under  the  through  rate.  Can  you  give  me  any 
court  decisions  which  sustain  my  views,  of  not,  can  you  quote 
me  court  decisions  sustaining  the  initial  carrier's  contention? 

Answer:  It  is  our  opinion  that  a  shipment  which  is  recon- 
signed  in  transit,  even  though  an  exchange  bill  of  lading  is 
issued,  is  but  a  single  contract  of  shipment  and  the  initial  car- 
rier is  therefore  liable,  under  the  Carmack  Amendment,  for 
any  damage  occurring  through  negligence  of  its  connections 
while  the  shipment  is  in  transit  from  point  of  origin  to  final 
destination.  This  view  Is  supported,  we  believe,  by  the  opinions 
of  the  Commission  in  Wood  vs.  N.  Y.  P.  &  N.,  53  I.  C.  C.  183: 
Natchez  Chamber  of  Commerce  vs.  Director  General,  56  I.  C.  c. 
2«1;  R.  P.  At  wood  &  Co.  vs.  C.  B.  &  Q.,  42  I.  C.  C.  385;  Jung 
ft  Sons  Co.  vs.  L.  &  N.,  31  I.  C.  C.  455,  and  the  decisions  of 
B.  *  O.  vs.  Montgomery.  90  S.  E.  740  and  A.  T.  &  S.  F.  Ry. 
Harold.  241  r  S  371,  although  the  contrary  is  held 
in  Parker-Bell  Lumber  Co.  vs.  G.  N.,  124,  Pac.  389. 

Undercharges — Time   Within   Which   Carrier   May  Collect 

Michigan.   -Question:       Carrier    attempts    collection    of    an 

POSITIONS   WANTED  OR  OF  EN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisement*  are  as  follows:  First  Insertion.  11.00  per 
line,  minimum  charge,  $3.00:  succeeding  Insertions,  per  line,  60c:  10 
words  to  the  line:  numbers  and  abbreviations  counted  as  words: 
(  point  type:  payable  In  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  In  strict  confidence.  The 
TRAFFIC  WOULD.  418  South  Market  Street.  Chicago.  III. 

WANTED  POSITION  — As  Traffic  Manager  with  growing  conn-in. 
I  wen1  S.  T.  415,  cure 

Truffle  \VnrM.  i  'hlrngo. 

POSITION  WANTED — Hy  nini;.-  Christian  young  man,  age  25. 
possessing  >  broad  ki  n  illlc  work:  Al  on  rates:  i 

>-nt  employed    -  k  traffic  subdivision  of  fifteen  persona:  living 

NVw    York,     hut     wllllns;    to    travel.      Address.    T.     F.,    Traffic    World. 
Chicago. 

SITUATION   WANTED— Trnltle  Manager,  or  will  consider  position 

as    aaslstant:    fifteen    > ears'    Industrial-railroad    experience;    thorough 

knowledge  rat-  MVP  ability:  single.     Cor- 

respondrii  V    i:    413.  Tmrtlc  World. 

.ICO. 


The  first  Dual  Valve 
Fierce-Arrow  Trucks 
are  just  a  year  old.  They 
are  a  continual  source 
of  profit  and  satisfac- 
tion to  their  owners. 


Pi 


icrce 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  N,  Y. 
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undercharge  on  shipment  delivered  in  1918.  Consignee  refuses 
Payment,  taking  the  position  that  under  Par.  3  of  Section  424  of 
The  Transportation  Act  of  1920,  it  is  required  that  suits  of  this 
nature  must  be  presented  within  a  period  of  three  years  after 
date  of  shipment.  It  is  my  understanding  that  demand  for  pay- 
ment is  lawful  if  made  within  the  period  prescribed  by  state 
statute  of  limitation;  and  1  am  inclined  to  believe  that  consignees 
have  placed  a  wrong  construction  on  the  Transportation  Act. 
However,  I  am  not  in  possession  of  a  copy  of  the  Act.  I  should 
appreciate  your  remarks  and  if  not  extensive,  kindly  quote  the 
paragraph  involved. 

Answer:  Section  424  of  the  Transportation  Act  1920  has 
been  incorporated  in  Interstate  Commerce  Act  as  paragraph  3 
of  Section  16  thereof.  It  reads  in  part  as  follows:  "All  actions 
at  law  by  carriers  subject  to  this  Act  for  recovery  of  their 
charges,  or  any  part  thereof,  shall  be  begun  within  three  years 
from  the  time  the  cause  of  action  accrues,  and  not  after." 

As  there  is  nothing  in  the  Act  which  raises  the  presumption 
that  Congress  intended  to  make  this  period  of  limitation  retro- 
active, we  are  of  the  opinion  that,  under  the  construction  which 
has  been  given  similar  statutes,  an  action  for  undercharges  may 
be  filed  by  a  carrier  within  the  period  of  limitation  prescribed 
by  the  state  statute,  but  not  later  than  three  years  after  the 
date  of  the  incorporation  of  the  above  referred  to  limitation  in  the 
Interstate  Commerce  Act,  namely  March  1,  1920. 
Actions  to  Enforce  Awards  of  Reparation  Made  by  Commission 

New  York. — Question:  On  complaints  filed  against  the  Rail- 
road Administration  fin  which  the  Commission  will  not  have  had 
time  to  have  rendered  decision  prior  to  March  1,  1922,  in  order 
to  fully  protect  the  interests  of  the  party  bringing  complaints,  is 
it  necessary  to  bring  suit  in  the  circuit  courts  prior  to  March 
1,  1922,  in  order  that  the  Commission's  decision  may  be  enforced, 
or  have  the  parties  one  year  from  the  time  the  Commission  ren- 
ders its  decision  to  bring  the  necessary  suit? 

Answer:  An  amendment  to  Senate  Bill  621,  which  bill  pro- 
vides for  an  extension  to  September  1,  1922,  of  the  time  within 
which  claims  for  straight  overcharges  may  be  filed  with  the 
Commission,  is  provided  for  in  House  Bill  9908.  This  amend- 
ment will  permit  of  the  bringing  of  an  action  to  enforce  an 
award  of  reparation  by  the  Interstate  Commerce  Commission 
within  one  year  after  the  date  of  the  Commission's  award,  re- 
gardless of  the  two-year  period  for  the  bringing  of  actions  pro- 
vided for  in  section  206-C  of  the  transportation  act. 

Carr.agce — (a)    Tcasire    of   for    Less    or    Damage   to   Goods;     (b) 
Deduction  of  Cash   Discount 

Noith  Carolina. —  Question:  What  is  the  correct  basis  for 
filing  loss  and  damage  claims,  "invoice  value,"  "replacement 
value,"  or  "market  value  a,t  destination?"  Is  there  any  statute 
law  or  ruling  of  the  courts  in  regard  to  this? 

In  settling  claims  filed  on  "invoice  or  replacement  value" 
have  the  carriers  the  right  to  deduct  the  "cash  discount"  allowed 
by  the  manufacturer  for  settlement  of  his  invoice  within  ten 
days? 

Answer:  If  there  is  a'  market  value  at  destination,  this 
value  is  the  one  to  be  used  in  arriving  at  the  liability  of  the 
carrier  for  loss  or  damage  to  shipment,  this  being  what  is  known- 
as  the  common  law  rule,  as  referred  to  in  the  decision  or  la< 
Supreme  Court  of  the  United  States  in  the  McCaull-Dinsniore 
case.  Where  there  is  no  established  market  at  destination,  In 
the  event  suit  is  filed,  the  burden  is  upon  the  claimant  to  prove 
the  actual  or  intrinsic  value  of  the  goods,  that  is,  the  fair  and 
reasonable  value  of  the  goods.  In  the  voluntary  settlement  of 
claims  covering  loss  of  or  injury  to  goods,  which  have  no  estab- 
lished market  price,  the  invoice  price  of  the  goods  is  necessarilj 
used  and  where  used,  the  invoice  price  without  deduction  of 
the  cash  discount  is  what  the  shipper  is  entitled  to,  unless  the 
condition  under  which  it  is  made,  namely,  payment  within  the 
stipulated  period  of  time,  has  been  fulfilled  by  the  purchaser. 
This  for  the  reason  that  an  invoice  price  based  upon  a  cash 
payment  or  a  payment  within  thirty  days  or  less  is  a  price  sep- 
arate and  distinct  from  one  which  contemplates  the  extension 
of  credit  for  a  longer  period  of  time  and  the  carriers  should 
recognize  this  fact  in  settling  claims  for  loss  or  damage. 

Reconsir.nmer,t—  Care   Muct   Not   Have   Broken    Bu'k 

Pennsylvania.—  Question:  We.  together  with  a  number  of 
other  shippers,  have  made  a  number  of  shipments  of  material 
to  one  of  the  large  steel  mills  in  this  vicinity,  which  have  been 
rejected  by  them.  This  material  is  loaded  in  open-top  equip- 
ment, and  consigned  directly  to  the  mill,  the  mill  being  shown  as 
consignee  on  all  papers. 

These  cars  have  been  returned  to  us  and  other  shippers  un 
new  bills  of  lading  and,  except  in  a  very  few  cases,  only  a  small 
part  of  the  original  lading  was  returned.  The  cars  were  deliv- 
ered to  consignee's  sidings  by  the  industrial  road  owned  by 
them,  and  many  of  them  have  been  held  for  an  average  of  five 
days  before  redelivery  to  the  deMverng  road.  The  shippers  have 
been  assessed  seven  dollars  reconsigning  charge.  Is  there  any 
relief  from  this  charge,  and  have  there  been  any  late  opinions 
concerning  same? 

Answer:     One  of  the  conditions  precedent,  under  the  recon- 


signing tariffs,  to  the  making  of  a  reconsignment  is  that  the 
shipments  have  not  broken  bulk.  If  the  cars  in  question  have 
teen  partly  unloaded,  the  return  movement  is  not  a  reconsign- 
ment and  tin  rctorc  a  reconsigning  charge  should  not  be  assessed. 
Damages — Liability  of  Carriers  for  Injury  to  Freight  Due  to  De- 
fective Equipment  and  Expense  or  Transferring  Shipment  to 

Suitable  Cars 

Missouri. — Question:  Some  time  ago  one  of  our  plants  lo- 
cated in  Pennsylvania  received  for  loading  two  cars  which  upon 
being  placed  at  the  plant  were  inspected  by  our  employes  and 
swept  preparatory  to  loading,  at  which  time  no  defects  were 
noted  in  the  condition  of  the  cars.  During  the  process  of  load- 
ing it  commenced  to  rain  and  then  it  was  discovered  that  the 
roofs  leaked  in  several  places,  making  it  necessary  for  the  cars 
to  be  unloaded  and  rejected. 

Will  you  please  advise  if,  in  your  opinion,  we  have  just 
grounds  for  claiming  reimbursement  from  the  carriers  for  the 
labor  cost  of  unloading  the  cars  and  also  for  the  value  of  several 
fiber  cartons  which  became  damaged  through  being  water  soaked 
and  also  cite  any  similar  cases  that  you  may  have  knowledge  of? 

Answer:  We  can  locate  no  decisions  of  the  court  covering 
this  question,  but  we  are  of  the  opinion  that  the  carrier  is  liable 
for  the  damage  to  the  freight  and  incidental  expenses  caused  by 
the  furnishing  of  defective  equipment,  under  the  principle  that 
it  is  the  duty  of  a  carrier  to  furnish  suitable  equipment  to  a 
shipper  for  the  transportation  of  his  freight. 

Storage — Additional  Free  Time  for  Disposition  of  Shipment  After 
Notice  to  Consignee  of  Refused  or  Unclaimed  Shipment 

Illinois.— Question:  Tariff  1-B,  I.  C.  C.  No.  9.  J.  E.  Fair- 
banks, agent,  provides  that  free  time  of  storage  will  expire  on 
inbound  freight  held  for  removal,  48  hours  after  the  first  7  a.  m. 
following  the  day  on  which  notice  ol  arrival  is  sent  or  given  to 
consignee;  that  unclaimed  less-than-carload  shipments  will  be 
treated  as  refused  after  fifteen  days  from  expiration  of  free  time. 

It  is  necessary  for  the  carrier  to  notify  the  shipper  that  a 
shipment  is  refused.  The  shipper  then  being  liable  for  the  stor- 
age charges  accruing  during  the  first  fifteen-day  period  follow 
ing  expiration  of  free  time,  it  would  seem  that  he  should  have 
an  additional  48  hours'  free  time  in  which  to  dispose  of  the 
shipment,  succeeded  by  four  days  at  normal  storage  rate  and 
penalty  rate  thereafter.  The  tariff  is  not  clear  on  this  point. 

Carrier  contends  that,  following  notice  of  refusal,  the  shipper 
is  not  entitled  to  any  free  time  for  the  disposition  of  the  ship- 
ment, but  continues  from  the  day  of  notice  of  refusal  to  pay 
charges  for  storage  on  the  penalty  basis.  Can  you  give  reference 
to  any  ruling  in  support  of  either  contention? 

Answer:  No  provision,  so  far  as  we  can  see,  is  made,  at  the 
present  time,  in  the  storage  tariffs  for  the  additional  free  time, 
nor  has  the  Commission  in  any  formal  case  had  under  consid- 
eration the  question  as  to  whether  not  additional  free  time  should 
be  allowed. 

Liability   of  Carrier  for    Loss   of   Goods   from   Car  on    Public    De- 
livery Track 

Washington. — Question:  We  have  filed  a  claim  for  loss 
against  one  of  the  railroads  in  this  district  to  cover  part  of  lad- 
ing while  car  was  on  track  at  a  small  agency  station.  The  con- 
signee removed  part  of  the  load  without  resealing  or  locking  car 
for  protection.  After  the  car  was  unloaded  a  shortage  dev.el- 
oped  and  the  railroad  contends  that  they  are  not  responsiible 
for  losses  of  this  nature,  as  their  agents  are  not  required  to 
seal  cars  for  railroad  protection.  Please  advise  of  any  ruling 
that  you  may  have  covering  this  question. 

Answer:  We  assume  that  delivery  of  the  car  in  question 
was  made  on  a  team  track.  If  so,  under  the  decision  of  the 
Supreme  Court  of  the  United  States  in  Michigan  Central  R.  R. 
vs.  Mark  Owen  &  Co.,  case  No.  229,  October  Term,  1920,  the 
carrier  is  liable  for  any  loss  occurring  within  the  period  of  48 
hours'  free  time,  even  though  the  car  has  been  accepted,  the 
seals  broken  and  the  unloading  of  the  car  commenced. 
Reconsignment  vs.  Reshipment 

Virginia. —  Qursfion:  A  car  of  conned  Roods  from  Columbus 
Ohio,  to  Richmond,  Va.,  consigned  to  John  Smith  &  Co.,  is  placed 
on  team  tracks  for  delivery  to  consignee,  who  surrenders  original 
bill  of  lading,  pays  freight  to  Richmond.  Va.,  and  takes  out  a 
new  bill  of  lading  to  Farmville,  Va.  If  the  original  seal  on  the 
car  is  not  broken,  would  the  shipper  be  subject  to  any  reconsign- 
ment charges? 

Answer:  If  a  shipment  's  in  reality  a  reshipmcnt,  and 
not  a  reconsignnunt.  the  fact  that  the  wipim-l  seals  on  the  ear 
are  not  broken  has  no  bearing  on  the  question,  that  is,  the  fact 
that  the  seals  are  not  broken  previous  to  the  subsequent  move- 
ment is  not  alone  determinative  of  the  fact  that  the  second  move- 
ment is  a  reconsignment  and  therefore  subject  to  a  reconsigning 
charge. 

Reconsignment  vs.    Reshipment 

Indiana.— Question:  Please  advise  opinion  of  the  Interstate 
Commerce  Commission  in  connection  with  the  penalty  charge  on 
lumber  and  forest  products  for  reconsignment  as  follows: 

Car  was  shipped  from  point  A  to  point  B  and  reconsigned 
to  point  C,  and  then  reconsigned  to  point  D,  latter  point  being 
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a  point  within  the  switching  limits  of  point  C.  Car  was  held 
up  at  point  C  until  $40  penalty  had  accrued,  and  it  is  our  con- 
tention that  the  charge  was  not  applicable  account  last  change 
being  considered  a  reshipment. 

Answer:  The  mere  fact  that  a  car  Is  reconsigned  a  second 
time  does  not  make  it  a  reshipment  in  the  sense  that  the  recon- 
signment  charge  is  not  to  be  collected;  but  only  affects  the  rate 
to  be  applied. 

Demurrage — Shipment  in  Two  Cars — One  Car  Held  by  Consignee 
Under  Load  Awaiting  Arrival  Other.  Car 

Tennessee. — Question:  The  Interstate  Commerce  Commis- 
sion, in  Darling  &  Co.  vs.  O.  C.  C.  &  St.  L.  R.  R.,  37  I.  C.  C.  401, 
held  that  the  charge  attacked  was  not  shown  to  have  been  un- 
lawful or  unreasonable,  demurrage  charges  being  prescribed  as 
a  penalty  per  car,  with  the  object  of  conserving  equipment.  In 
cases  where  delivery  of  less  than  an  entire  shipment  is  tendered, 
consignee  has  alternative  of  either  releasing  equipment  by  un- 
loading portion  offered  for  delivery  or  of  paying  charges  pre- 
scribed for  its  detention. 

Please  advise  if  there  has  not  been  subsequent  decisions  to 
the  effect  that  demurrage  or  storage  may  not  be  charged  until 
the  shipment  complete  has  been  tendered  for  delivery. 

Answer:  We  cannot  locate  a  later  case  than  that  referred 
to  by  you  which  bears  on  this  subject. 

Liability  of  Carrier  for  Detention   of  Private   Cars 

New  York. — Question:  An  empty  tank  car  leased  to  us  un- 
der a  long  term  rental  agreement  showing  reporting  mark  and 
name  of  the  owner,  but  not  our  company  as  lessee,  was  returning 
to  our  loading  station  over  the  A.  B.  C.  railroad.  On  tracing 
for  the  whereabouts  of  the  car  we  found  that  the  A.  B.  C.  rail- 
road used  our  empty  car  for  the  transfer  of  the  contents  of 
another  car  shipped  by  one  of  our  competitors  from  the  same, 
which  car  had  become  crippled  while  on  the  A.  B.  C.  railroad. 

We  took  up  with  the  carrier  in  question,  billing  them  with 
the  rental  charge  we  had  to  pay  the  owner  of  the  car  under  our 
lease  for  the  time  the  car  was  out  of  our  service  due  to  carrier 
using  it  for  the  transfer  of  the  contents  from  the  crippled  car. 
The  carrier  has  taken  the  stand  that  mileage  is  only  to  be  paid 
to  owners,  as  is  evidenced  by  markings  on  the  car,  and  refused 
to  honor  our  bill  for  the  rental  we  were  obliged  to  pay  on  this 
particular  tank  car. 

Our  view  is  that  the  car  which  the  carrier  used  was  duly 
our  property  under  lease  agreement,  and  their  using  same  was 
to  their  benefit,  although  it  was  done  in  an  emergency.  We 
have  claimed  that  we  should  not  suffer  and  be  outstanding  the 
rental  and  that  it  is  up  to  the  carrier  to  pay  us,  they  to  stand 
the  full  charge  if  the  crippled  car  became  crippled  due  to  their 
fault,  or  to  bill  the  owner  of  the  crippled  tank  car  if  it  would 
be  proven  that  that  car  was  not  in  proper  condition. 

Answer:  In  our  opinion  your  case  is  controlled  by  the  prin- 
ciple of  the  decisions  of  the  courts  in  Gustafson  vs.  Mich.  Cent. 
R.  R.  Co.,  129  N.  E.  516  and  Empire  Refineries,  Inc.,  vs.  Guar- 
anty Trust  Co.  of  New  York,  271  F.  668,  in  which  cases  it  was 
held  that  the  carriers  were  liable  for  the  rental  value  of  the 
car,  and  not  a  mileage  allowance  for  the  period  of  time  the 
private  car  was  detained  by  the  carrier. 

Carload  Rate  for  Carload  Service 

Indiana. — Question:  Can  a  shipper  recover  overcharges  on 
shipment  where  material  is  loaded  by  shipper,  rated  and  billed 
as  minimum  carload  when  it  develops  later  that  it  would  be 
cheaper  to  bill  material  at  actual  weight  on  L.  C.  L.  rate?  Can 
you  advise  of  any  previous  rulings  or  decisions? 

Answer:  Unless  a  shipper,  at  the  time  he  tenders  a  ship- 
ment, indicates  to  the  carrier  that  he  is  tendering  the  shipment 
as  a  less-than-carload  shipment  and  complies  with  the  provi- 
sions of  the  classification  governing  the  marking  of  such  ship- 
ments, he  Is  not  entitled  to  have  the  less-than-carload  rate  ap- 
plied thereon.  See  Passow  &  Sons  vs.  C.  M.  &  St.  P.,  37  I.  C.  C. 
711;  Sam  H.  Kyle  vs.  M.  K.  &  T.  R.  R.,  42  I.  C.  C.  335;  Columbus 
Iron  Works  vs.  Sou.  Ry.  Co.,  45  I.  C.  C.  173,  and  Walter  Zelnicker 
Supply  Co.  vs.  T.  &  O.  C.  Ry.  Co.,  51  I.  C.  C.  133. 

Application  of  K.  D.  Ratings 

Wisconsin. — Question:  We  made  a  shipment  to  Shreveport, 
La.,  consisting  of  fifteen  extension  tables.  These  tables  were 
properly  knocked  down  and  crated  in  accordance  with  the  clas- 
sification and  rule  19,  and  in  accordance  with  tariffs  in  effect 
July  13,  the  date  of  this  shipment,  second  class  rate  should 
apply. 

However,  when  this  shipment  reached  Shreveport,  the  West- 
ern Weighing  and  Inspection  Bureau  claimed  that  the  tables  were 
not  K.  D.  and  did  not  conserve  any  space,  therefore,  double 
first  class  rate  was  applied,  and  our  customer  -was  obliged  to  pay. 

We  have  filed  claim  covering  the  difference  between  the 
double  first  class  rating,  and  second  class  that  should  have  ap- 
plied, and  our  claim  has  been  declined,  with  the  following  state- 
ment: "The  top  of  the  table  is  merely  separated  from  the  base 
and  each  distinctive  part  crated.  We  do  not  consider  such  table 
entitled  to  the  K.  D.  rating,  and  therefore  request  you  have  this 
claim  canceled." 

Kindly  favor  us  with  your  opinion  of  the  above. 


Answer:  Rule  19  of  Consolidated  Classification  No.  2  stales 
that  where  ratings  are  provided  on  articles  knocked  down  (K.  D.) 
it  involves  taking  apart  the  article  shipped  in  such  manner  as 
to  reduce  materially  the  space  occupied;  that  merely  separating 
the  article  Into  parts  without  reducing  the  bulk  will  not  con- 
stitute knocking  down  or  entitled  the  article  to  the  K:  D.  rating. 
.As- the  Commission  said- in  Gus  C.  Keller  vs.  St.  !L.  S.  W., 
21  I.  C.  C.  488,  the  expression  "knocked  down"  has  a  definite 
and  well-understood  meaning;  it  involves  taking  apart  the  article 
shipped  in  such  manner  that  the  several  parts  may  be  packed 
more  compactly  and  that  less  space  may  be  occupied  and  a  lower 
rate  is  applied  in  consideration  of  the  saving  in  space. 

As  to  whether  the  articles  in  question  were  knocked  down 
so  as  to  actually  conserve  space  and  thereby  entitled  them  to 
the  K.  D.  rating,  is  a  question  of  fact  for  the  determination  of 
the  Commission,  in  the  event  the  carrier  refuses  to  apply  the 
K.  D.  rating  thereon. 

Released  Valuation— Neither  Negligence  of  Carrier  Nor  Dispro- 
portion Between  Actual  and  Fixed  Value  Impair  Validity  of 
Contract  of  Shipment 

Oregon. — Question:  Some  little  time  ago  we  filed  claim  with 
one  of  the  transportation  lines  in  Portland  covering  loss  of  one 
trunk  of  personal  effects,  which  was  forwarded  at  the  released 
rate  of  $10  per  hundred  pounds.  Claim  was  filed  covering  the 
full  value,  based  on  the  fact  that  goods  were  not  properly  pro- 
tected while  in  the  transportation  company's  possession,  that  is, 
car  was  left  unsealed  overnight  at  one  of  their  terminals.  Pay- 
ment of  this  claim  on  basis  of  actual  loss  has  been  declined  by 
them  on  the  grounds  that  the  nature  or  extent  of  the  damagfc 
or  its  cause  does  not  alter  the  terms  of  contract  of  transportation. 
We  believe  that  there  has  been  no  ruling  on  similar  cases 
and  we  would,  like  to  have  your  advice  as  to  measure  of  liability 
of  the  carrier. 

Answer:  The  view,  sustained  by  the  great  weight  of  au- 
thority, is  that  contracts  of  carriage  providing  that  the  carrier's 
liability  for  loss  or  injury  to  goods  intrusted  to  it  for  shipment 
shall  not  exceed  an  agreed  valuation,  when  they  are  fair,  open 
and  reasonable,  and  made  for  the  purpose  of  furnishing  the  basis 
of  the  liability  assumed,  and  the  rates  to  be  charged  for  the 
transportation  are  valid  and  will  be  sustained,  whether  or  nov, 
the  loss  or  iniury  is  due  to  the  carrier's  negligence.  K.  C.  S. 
Ry.  vs.  Carl,  227  U.  S.  639;  R.  Co.  vs.  Burke,  41  S.  Ct.  283;  Nor- 
mile  vs.  Ore.  Nav.  Co.,  41  Ore.  177,  69  P.  928. 

It  is  held  in  some  jurisdictions  that  where  a  contract  limits 
the  liability  of  the  carrier  to  an  agreed  valuation,  on  a  con- 
sideration of  reduced  charges  for  carriage  of  goods,  and  such 
agreed  valuation  is  largely  disproportionate  to  the  value  of  the 
goods,  it  is  violative  of  public  policy,  as  far  as  it  limits  the 
carrier's  liability  for  loss  or  injury  caused  by  the  negligence  of 
itself  or  its  servants,  and  that,  too,  although  the  value  of  the 
goods  shipped  is  not  disclosed  to  the  carrier.  But  in  other  de- 
cisions, among  which  are  several  decided  by  the  United  States 
Supreme  Court,  the  view  is  taken  that  a  mere  difference  be-1 
tween  the  value  as  agreed  on  and  the  actual  value  of  the  prop- 
erty, however  wide  such  difference  may  be,  is  not  a  controlling 
test  as  to  the  validity  of  the  stipulation,  and  that  the  true  tesl 
is  whether  the  stipulation  was  fairly  entered  into  by  the  parties, 
and  is  just  and  reasonable  under  the  law;  and  contracts  have 
frequently  been  sustained  where  the  difference  between  the 
agreed  and  the  fixed  value  was  very  great.  Chicago,  etc.,  R.  Co. 
vs.  Latta,  226  U.  S.  519;  Pierce  vs.  Wells,  236  U.  S.  278;  K.  C.  S.- 
vs.  Carl,  227  U.  S.  639. 

Demurrage — Municipal    Holiday 

Missouri. — Question.  November  1,  1921,  American  Legion 
Day  in  Kansas  City,  was  made  a  municipal  holiday  by  mayor's 
proclamation. 

In  this  connection  we  should  like  to  be  advised  whether  the 
annulment  of  demurrage  charges  on  November  1  is  applicable 
to  the  entire  switching  district  of  greater  Kansas  City,  or  alone 
applicable  to  points  within  the  corporate  limits  of  Kansas  City, 
Mo. 

Answer:  Rule  3  of  the  National  Demurrage  Rules  contains 
a  note  which  states  that,  in  computing  time,  Sundays  and  legal 
holidays  (national,  state  and  municipal),  but  not  half-holidays, 
will  be  excluded,  except  as  otherwise  provided. 

Whether  or  not  November  1  should  be  excluded  in  comput- 
ing demurrage  charges  as  to  the  entire  switching  district  of 
Kansas  City  depends,  we  believe,  upon  the  legal  effect  of  the 
mayor's  prooclamation,  that  is,  upon  whether  or  not  November 
1  was  a  municipal  holiday  outside  of  the  corporate  limits  of 
Kansas  City,  Mo. 

Damage — Liability  of  Carrier  for 

Wisconsin. — Question:  A  manufacturer  of  electric  lamps 
ships  this  product  by  freight,  from  a  factory  in  another  state 
to  a  jobber  in  this  state.  We  buy  lamps  from  this  jobber,  who 
iTisprcts  all  shipments,  and  forwards  them  to  us  by  express. 
We  find  lamps  to  the  value  of  less  than  $2.50,  with  filaments 
broken,  when  goods  are  unpacked,  immediately  after  they  are 
received. 

We  file  claim  with  the  express  company,  who  decline  to  pay 
same,  stating  that  arrangements  had  been  made  between  the 
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You  can  deal  in  futures  on  Freight 
and  Express  Rates  by  means  of 
The  Traffic  Bulletin  and  with  no 
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Sample*  and  complete  information  fro* 

The   Traffic    Service    Corp'n 

418  South  Market  Street,  CHICAGO,   ILL. 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American -Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation  Corp'n 

Genera/  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia   and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

•MM 

U.  FLOKIDIAN    

SJL  VlKi.INUN      Jan.28 

8.8.  PENN8YLVANIAN    

U.  IOW AN     Feb.  1 1 

Railing*    every    Thursday    from    New    York,    every 

other   Saturday   from   Boston   and   Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


Phil..  New  York 

Jan.  21  Jan.  26 

Feb.    2 

F«b.    4  Feb.    * 

Ffb.lt 


EUROPEAN  SERVICE 

U.  S.  Paclle  CM*  Port*  U  UM  Principal  Port*  of   the  United 
Kinfdeni     and     Continent — Direct     Forl- 

nighllj     H.ilmi. 


Joint  Service*  with 

Hamburg  -American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

8.8.  tBAYERN    ...........  ..Jan.  >« 

U.  'MOUNT    CARROLL    .  ....Fik.     i 

8.8.  (.KOHI.IAN     .  ..Feb.     4 

SJL  tHANSA     ..............................  Feb.     t 

S4.  •MOt'.NT    CLINTON  ...............  Feb.  It 

•Carriea  Ihird-rlaM  paaaenten. 

•  Cabin    and    third-cU.e    pa»*n(cre 

LOADING   PIER  It.  NORTH   RIVER 

PHILADELPHIA  TO   BREMEN   AND   HAMBURG 

8.8.  THKMI8TO    (via    Baltimore)  ...................  Jan.  31 

•JL  OHMHIAM     (Tia     Baltimore)  ....................  Feb.  II 

BOSTON  TO  BREMEN   AND  HAMBURG 

8.8.  CALLI8TO    (via    Baltimore   and    Norfolk)     .........  Feb.     8 

8.8.  GEORGIAN    Ola   Baltimore  and   Norfolk)    ..........  Mar.   I 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  THEMUTO  .......................................  Jan.  IS 

8.8.  <  AI.I.ISTO    (Tla    Norfolk)    ........................  Feb.   It 

8.8.  OREr.ONIAN     ....................................  Feb.  17 

8,8.  (.KOKI.IAN     l«ia    Norfo'k)     .......................  Mar.     t 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  (.KOKC.IAN    (H.mburi   <lnl>  '     .....................  Jan.   2N 

U.  CALLI8TO     ......................................  Fab.  IS 

NEW  ORLEANS  TO   BREMEN  AND  HAMBURG 

U.  SACHSENWALD  ..........................  Early    February 

bill,  ef   I.  dine  Tla    Hamburg  laned   to  all   Scandinavian 
and  Baltic  I'oru 


NEW  YORK  TO  DUTCH  EAST  INDIES 

Penanc.    B»Uw.n-Dfll.    Part    8wftt.nh.rn.    Sincapore.    B.t.ii.. 
Samara  nc,    gaarabaya 

S.S      WK.Sf     <    *M>N  I  rh      III 

Pl.r    11.    I'ourh    Terminal.    CllfUn.    8.     I. 


NEW  YORK  TO  NORTH  AFRICA.  MALTA. 
BGTPT 

WEST   CANON    ..................................  Feb.  II 

Pier    11.    Paorb    Terminal.    Clifloa.    8.    L 


General  Offices:  39  BROADWAY,  New  York 

Telephone    WHITEHALL    10Z« 
WESTERN   FREIGHT  OFFICE 

Cbirato.   927   Soulh    LaSalle   Street  Phone    Wabaih   4»*l 

BRANCH    OFFICES 

Boilon.    4*   Central   Street  Phone    Fort    Hill  1*84 

Philadelphia.    Bmru    Bldr  Phone    Lombard  7190 

Piii'hurt-h.  Oliver  Bld(.  Phone  Grant  7431-2 

GENERAL    PACIFIC    COAST    AGENTS 
William*.  Dimond  «  Co..  11*  Sanaome  St.  San  FrmBcwca 
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large  electric  lamp  manufacturers  and  the  express  company  that, 
where  claims  are  filed  for  damage,  in  the  amount  of  less  than 
$2.50,  claimant  should  ask  for  credit  from  the  house  from  which 
they  obtained  the  shipment,  said  house  In  turn  asking  for  credit 
from  the  manufacturer. 

Kindly  Rive  us  your  opinion  regarding  this  matter,  advis- 
ing if  the  liability  of  the  express  company  is  limited  in  the 
manner  they  state.  Any  information  you  can  give  us  as  to  the 
legality  of  the  limitation  of  carriers'  liability  in  such  a  case  will 
be  appreciated. 

Answer:  We  know  nothing  of  the  credit  arrangement 
which  the  express  company  has  with  respect  to  damage  to  ship- 
ments of  electric  lamps,  referred  to  by  you.  In  the  event  of 
damage  to  a  shipment  caused  by  the  negligence  of  a  common 
carrier,  the  carrier  is  liable  in  damages  to  the  owner  of  the 
goods  and  should  promptly  pay  claims  filed  therefor. 

Delay  Caused  by  Strike — Liability  of  Carrier 

Colorado.— Question:  A  shipper  in  the  East  made  a  ship-: 
ment  of  perishable  goods  to  a  party  in  the  West  during  the 
switching  strike  of  1920.  The  shipment  was  receipted  for  by 
the  railroad  company  after  the  strike  had  been  going  on  for  at 
least  thirty  days,  and  was  accepted  without  any  reservation  re- 
garding delays  incident  to  the  strike. 

Shipment  was  given  very  excessive  delay  and  arrived  at 
destination  in  badly  damaged  condition.  The  railroad  company 
is  claiming  non-liability  account  of  strike  conditions.  What  is 
your  opinion  in  regard  to  the  railroad  company's  liability,  in 
view  of  the  fact  that  they  accepted  shipment  without  reservation, 
with  full  knowledge  of  strike  conditions  at  the  time  of  shipment? 
.  Answer:  Unless  the  cause  of  the  delay  was  an  organized 
strike  and  resistance,  which  neither  the  railroad  nor  the  civil 
authorities  when  called  upon  could  control,  the  carrier  is,  under 
the  decisions  of  the  courts,  liable  in  damages  for  delay  to  freight 
caused  by  a  strike.  See  Central  R.  R.  &  Banking  Co.  vs.  Georgia 
Fruit  &  Vegetable  Exchange,  17  S.  E,  904,  and  Blackstock  vs. 
New  York  &  Erie  R.  R.  Co.,  75  Am.  Dec.  372  (N  .Y.). 

Damage — Measure  of,  for  Injury  to  Goods 

California. — Question:  Carload  of  wrought  iron  pipe  mov- 
ing from  McKeeeport,  Pa.,  consigned  to  ourselves  at  Los  Angeles, 
under  date  of  June,  1921.  Car  was  transferred  en  route,  which 
resulted  in  contents  being  received  in  badly  damaged  condition. 
We  filed  claim  for  the  damaged  portion  in  full  amount  of  invoice 
price  and  submitted  a  salvage  offer  for  the  damaged  material, 
which,  of  course,  was  based  on  the  prevailing  market  price  when 
received.  While  claim  was  pending  investigation,  the  market 
price  of  pipe  dropped  and  we  deemed  it  advisable  to  submit  new 
salvage  offer  to  transportation  company  in  order  to  meet  the 
present  market  price,  which,  of  course,  was  lower  than  our  origi- 
nal offer.  (Please  bear  in  mind  that  our  first  offer  had  not  been 
accepted.)  In  making  the  adjustment  the  transportation  com- 
pany attempts  to  hold  us  to  our  original  offer,  which,  if  we 
accepted,  would  be  a  loss  to  ourselves.  It  is  our  contention  that 
we  have  canceled  our  original  offer  and  either  the  railroad  com- 
pany must  accept  or  refuse  our  new  offer,  and  in  case  of  refusal 
to  take  disposition  of  the  material,  which  is  in  our  possession 
in  same  condition  as  received,  and  reimburse  us  to  invoice  price. 
Please  advise  if  we  can  hold  to  our  original  offer. 

Answer:  Under  the  common  law  rule  of  damages  referred 
to  in  the  McCaull-Dinsmore  case,  the  carrier  is  liable  for  the 
difference  between  the  market  value  of  the  goods  at  the  time 
and  place  of  delivery  in  an  uninjured  condition,  and  their  market 
value  in  the  depreciated  condition  in  which  they  were  delivered, 
less  the  freight  charges  to  the  point  of  destination,  if  they  have 
not  already  been  paid. 

Under  this  rule  your  damages  would  be  the  market  value 
of  the  goods,  less  freight  charges,  less  the  market  price  of  the 
injured  goods. 

If  the  invoice  price  is  used  in  lieu  of  the  market  price  at 
destination,  inasmuch  as  the  invoice  price  will  approximate  the 
market  price  at  destination  at  time  of  arrival,  we  are  of  the 
opinion  that  your  salvage  offer  should  be  at  the  market  price  at 
that  time. 

Application   of   Rates 

Ohio.-  Question:  Item  315  to  F.  L.  Speiden's  freight  tariff 
1-D,  I.  C.  C.  455,  provides  for  the  application  of  Jeffersonville, 
Ind.,  rates  south  of  Cincinnati.  The  question  involved  is,  can 
you  apply  Jeffersonviille,  Ind.,  rates  south  of  Cincinnati  on  a 
shipment  moving  from  Akron,  O.,  to  Nashville,- Tenn.? 

Item  315,  F.  L.  Speiden's  freight  tariff  1-D,  I.  C.  C.  455,  spe- 
cifically states  that  on  traffic  originating  at  points  of  origin 
covered  by  Agent  W.  J.  Kelly's  joint  proportional  freight  tariff 
No.  204,  I.  C.  C.  666,  supplements  thereto  or  reissues  thereof 
consigned  to  points  to  destination  in  this  tariff,  the  rates  pub- 
lished in  this  tariff  or  supplements  thereto  from  Jeffersonville, 
Ind.,  will  apply  from  Cincinnati,  O. 

The  carrier's  contention  is  that  Akron.  O.,  is  not  a  point 
of  origin  in  so  far  as  naming  rates  from  Akron,  O.,  to  Cincin- 
nati, O.  Supplement  No.  38  to  Agent  W.  J.  Kelly's  freight  tariff 
No.  204,  I.  C.  C.  666,  eliminates  Akron,  O.,  as  a  point  of  origin, 
but  referred  us  to  Agent  W.  J.  Kelly's  freight  tariff  No.  230,  I.  C. 


C.  940,  which  tariff  specifically  names  rates  Akron,  O.,  to  Cincin- 
nati. 

Can  we,  in  your  opinion,  use  this  application?  Also,  would 
you  consider  freight  tariff  W.  J.  Kelly's  No.  230,  I.  C.  C.  940,  a 
reissue  of  Agent  Kelly's  freight  tariff  No.  204,  I.  C.  C.  666  in  so 
far  as  class  rates  are  concerned? 

Answer:  While  undoubtedly  it  was  never  the  intention  to 
include  Akron,  O.,  as  a  point  of  origin  when  applying  the  pro- 
visions of  item  315  of  Speiden's  I.  C.  C.  455,  which  is  evidenced 
by  the  fact  that  Morris'  I.  C.  C.  A-115  (canceled  by  666)  re- 
ferred to  in  similar  item  of  Speiden's  I.  C.  C.  363  (superseded 
by  455)  applied  only  from  Lake  Michigan  and  Green  Bay  ports 
referred  to  in  666,  yet  the  Commission  has  stated  so  often  that 
a  tariff  must  be  construed  as  it  reads,  and  reading  item  315 
literally  it  uses  the  various  tariffs  mentioned  as  station  lists 
only,  without  restriction  as  to  application,  except  that  the  point 
from  which  rates  are  desired  shall  be  shown  as  a  point  of 
origin  therein.  Whether  such  tariffs  do  or  do  not  carry  rates 
to  Cincinnati  is  immaterial.  Nor  is  there  any  attempt  to  re- 
strict Its  application  to  such  points  as  may  be  covered  oy  spe- 
cific rates,  and  as  Akron  is  still  shown  as  a  point  of  origin  in 
I.  C.  C.  666  (without  rates,  it  is  true),  the  tariff  is  to  all  intents 
and  purposes  as  complete  as  it  ever  was  as  a  list  of  stations  to 
be  used  in  connection  with  item  315;  and,  in  our  opinion,  Jef- 
fersoiiville  rates  are  authorized  from  Cincinnati  on  shipments 
originating  at  Akron,  0.,  as  well  as  all  other  points  in  C.  F.  A. 
territory  now  included  in  I.  C.  C.  666. 

Damages — Measure  of,  for  Loss  of  Shipment  Billed  to  Reconsign. 

ing  Point 

Missouri. —  Question:  Please  advise  carriers  liability  in  the 
following  case. 

It  is  our  custom  to  load  our  commodity  at  various  stations 
in  Territory  A,  bill  to  Junction  B,  and  then  reconsign,  on  orders, 
to  stations  in  Territory  C.  In  other  words  in  originally  consign- 
ing our  hay  to  Junction  B  it  is  never  the  intention  that  such 
point  be  considered  the  actual  destination  of  the  shipment,  as 
shipment  is  consigned  to  such  point  for  reconsignment,  that  is, 
Junction  B  is  used  as  a  point  of  distribution. 

A  car  originated  at  a  certain  station  in  Territory  A,  June  1, 
1921,  was  consigned  to  Junction  B,  but,  before  reconsigning  order 
was  issued  diverting  the  car  to  a  station  in  Territory  C.  the  ship- 
ment was  burned  on  the  rails  of  the  originating  carrier.  The 
carrier  contends  basis  of  settlement  should  be  the  market  value 
of  such  commodity  at  Junction  B  on  date  shipment  should  have 
arrived  and  cite  us  to  the  McCaull-Dinsmore  case.  We  filed 
claim  for  actual  cost  of  the  commodity  at  loading  point,  but 
it  is  the  writer's  opinion  the  actual  carriers  liability  would 
be  the  price  at  which  we  had  the  same  commodity  sold  at 
station  in  Territory  C,  less  freight  charges  It  is  commonly 
understood  by  the  employees  and  officials  of  the  railroad  on 
which  this  commodity  originates  that  Junction  B  is  never  in- 
tended as  the  actual  destination  of  any  of  these  shipments,  and 
it  is  not  even  the  practice  of  this  carrier  to  place  such  shipments 
on  their  inspection  tract  for  inspection  or  sale.  Please  cite  us 
to  specific  rulings  covering  cases  of  this  nature. 

Answer:  We  cannot  locate  any  decisions  of  the  courts 
covering  a  similar  statement  of  facts,  but  we  are  inclined  to  the 
the  opinion  that  the  carriers  are  correct  in  their  contention  that 
the  market  value  at  the  point  to  which  the  car  was  consigned 
at  the  time  the  shipment  should  have  arrived  will  govern  and 
not  the  value  at  the  point  to  which  it  was  intended  that  the 
shipment  should  later  move.  This  for  the  reason  that  to  use 
the  latter  basis  would  make  the  damages  uncertain,  namely, 
they  would  necessarily  have  to  be  based  upon  a  contingency 
which  might  or  might  not  happen. 

Liability  of  Carriers  as  Warehouseman. 

Rhode  Island. — Question:  We  forward  sight  draft  shipments 
to  various  customers  and  in  some  cases  they  are  held  at  des- 
tination freight  stations  and  steamship  wharves  also  hi  cars, 
awaiting  accepting  by  customers.  They  are  also  transferred  to 
warehouses  in  some  cases. 

Kindly  advise  if  carrier  is  liable  for  shipments  held  at 
their  stations  or  in  cars,  for  loss  or  damage  caused  by  flre,  water, 
or  theft.  We  realize,  however,  that  when  shipments  are  placed 
in  public  storehouses,  it  is  safer  to  carry  our  own  insurance. 

Answer:  The  uniform  bill  of  lading  contains  a  clause  which 
reads  as  follows:  "Property  not  removed  by  the  party  entitled 
to  receive  it  within  the  free  time  allowed  by  tariffs  lawfully  on 
file  (such  free  time  to  be  computed  as  therein  provided),  after 
notice  of  arrival  of  the  property  at  destination  or  at  the  port  of 
export  (if  intended  for  export)  has  been  duly  sent  or  given,  and 
after  placement  of  the  property  for  delivery  at  destination  has 
been  made,  may  be  kept  in  vessel,  car,  depot,  warehouse,  or 
place  of  delivery  of  the  carrier,  subject  to  the  tariff  charge  for 
storage  and  to  carrier's  responsibility  as  warehouseman,  only, 
or,  at  the  option  of  the  carrier,  may  be  stored  in  a  public  or 
licensed  warehouse,  or  other  suitable  place,  at  the  place  of 
delivery,  at  the  cost  of  the  owner,  and  there  held,  subject  to  the 
carrier's  responsibility  as  warehouseman  only,  and  subject  to  a 
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CHICAGO 

Jos.  Stockton  Transfer  Co. 

ioeo  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Evtry   Description — City  Delivery  tervtee  antf  Cartea* 
Dletrfbutor* 


MUSKOGEE,  OKLA.  I 


HOUSTON,  TEXAS 

Binyon-O'Keef  e  Fireproof  Stg.  Co. 

The  Houte  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWMT 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

5M.OM  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


THE  W.  L.  RICHESON  CO. 


INCORPORATED 


FREIGHT  BROKERS 
AND  FORWARDERS 


Export  Shipping  for  Account   of 
Principals  Throughout  the  World. 


Main  Office) 

Suit*  1317-1326  Hibernia  Bank  Building 
NEW  ORLEANS 


401  Produce  Exchange 
NEW  YORK  CITY 


2nd  Floor  Steele  Bldf . 
GALVESTON 


SIS  Railway  Exchange  Bldg. 
KANSAS  CITY,  MO. 


Direct  Private  Win  Service  Between  New  Orleani. 
New  York  and  Gal  veil  on 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1861 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stock*, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  Nationaj 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES. 
Laredo,  Texa*          El  PMO,  Tex«»          Eagle  P«««.  Texas 

Nuevo  Laredo.  Tamp*.  Juarex,  Chlh. 

Pledrai  Negra»,  Coah.     Mexico  City       Monterrey,  N.  L. 

Writ*  mi  (or  I  mil  fmrMcmlmr*  mnd  r«e««< 

•/  »mr  thlpptng  inttrut-Hont. 


BROOKLYN  -PERSONAL  SERVICE-  NEW  YORK 

MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

FOURTH  AVENUE  AND  SIXTH  STREET.  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 
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lien  for  all  freight  and  other  lawful  charges,  including  a  reason- 
able charge  for  storage." 

A  carrier  which  has  carried  property  for  hire,  and  is  keeping 
it  for  a  reasonable  time  in  its  warehouse  at  point  of  destination 
until  it  shall  be  called  for,  is  a  bailee  for  hire;  as  such  it  is 
liable  only  for  a  want  of  ordinary  care  in  the  custody  of  the 
goods;  and  the  care  exercised  should  be  in  proportion  to  the 
loss  likely  to  be  sustained  by  want  of  such  care:  In  the  absence 
of  negligence  on  its  part  a  carrier  is  not  liable  for  damage  caused 
to  the  goods  by  storm  or  for  their  loss  by  theft  or  fire.  In  order 
to  hold  a  carrier  liable  as  a  warehouseman  it  is  necessary  for 
the  owner  of  the  goods  to  prove  negligence  on  the  part  of  the 
carrier. 


APPEALS  IN  BEHALF  OF  M.  &  N.  A. 

The  Traffic  World  Washington  Bureau 

Appearing  in  behalf  of  the  "public  interests  which  are  in- 
volved," Senator  Robinson,  of  Arkansas,  at  a  hearing,  January 
16-17,  before  Director  Colston  of  the  bureau  of  finance  of  the 
Commission  on  the  application  of  the  Missouri  &  North  Arkan- 
sas for  increased  divisions  of  joint  rates,  fares  and  charges 
(No.  13345),  said  that  the  people  served  heretofore  by  the  road 
were  willing  to  pay  any  rates  to  have  the  service  restored. 
Operation  of  'the  road  was  stopped  July  31,  1921. 

"The  suspension  of  operations  by  the  Missouri  &  North 
Arkansas  literally  has  paralyzed  business  interests  of  every 
kind  in  an  area  of  Arkansas  equivalent  to  almost  10,000  square 
miles  and  has  very  detrimentally  affected  an  equal  additional 
area,"  said  the  senator. 

Charges  that  the  road  was  originally  a  logging  road,  "be- 
gins and  ends  nowhere,,  and  was  never  needed  in  view  of  the 
branch  Missouri  Pacific  line,"  he  said,  were  illustrative  of  the 
"ignorance  which  sometimes  beclouds  minds  which  by  their 
well-known  training  are  presumed  to  act  only  in  the  sunlight 
of  accurate  information." 

The  road  was  taken  over  by  the  government  at  the  begin- 
ning of  federal  control,  the  senator  said,  and  three  months 
thereafter  turned  back  to  the  receiver  "by  a  telegram." 

"The  receiver  found  the  management  disorganized,  no 
money  on  hand-,  wages  greatly  increased,  with  unadjusted  de- 
mands for  back-pay  increases,"  said  he. 

Later  the  Railroad  Administration  leased  the  road  from 
the  receiver  at  $175,000  a  year,  he  said,  and  on  March  1,  1920, 
the  road  was  again  turned  hack  to  the  receiver  with  the  labor 
cost  about  twice  what  it  was  when  the  Administration  origi- 
nally took  it  over.  He  then  reviewed  the  difficulties  faced  by 
the  road  and  the  issuance  of  an  order  by  the  court  directing 
discontinuance  of  operations  July  31,  1921.  He  said  a  fore- 
closure proceeding  was  in  progress  and  that  the  road  was  to 
be  sold  in  the  early  future,  and  that  unless  some  action  were 
taken  by  the  Commission  the  road  would  be  scrapped. 

"This  would  be  a  calamity  of  such  far-reaching  conse- 
quence that  I  have  assumed  its  prevention  is  so  closely  related 
to  my  official  responsibilities,  as  a  representative  of  Arkansas 
in  the  Senate,  that  it  justifies  me  in  appealing  to  the  Commis- 
sion to  apply  every  remedy  possible  under  the  law  to  assure 
the  resumption  of  operations  by  this  railroad,"  said  he. 

An  increase  in  present  divisions  of  25  per  cent  was  advo- 
cated by  the  senator  as  one  of  the  remedies  to  be  applied  to 
save  the  road.  He  said  efforts  were  being  made  to  effect  a 
readjustment  of  wages,  it  having  been  proposed  to  reduce  the 
present  wage  scale  25  per  cent. 

"The  suggestion  is  that  the  proposed  reduced  wage  scale 
run  for  one  year,"  said  he,  "and  at  the  end  of  that  period  any 
sum  remaining  from  the  earnings  is  to  be  divided  among  the 
employes  of  the  railroad,  this  procedure  to  be  followed  until 
the  standard  scale  of  wages  has  been  reached." 

Another  recommendation  was  that  a  loan  of  $3,500,000  be 
made  to  the  company  by  the  Commission  so  that  it  could  take 
up  receiver's  certificates,  improve  the  road,  pay  off  floating 
indebtedness  and  meet  operating  expenses.  The  receiver's  cer- 
tificates, he  said,  aggregate  $2,000,000. 

"I  cannot  state  with  too  great  emphasis  the  urgent  neces- 
sity for  the  operation  of  the  Missouri  &  North  Arkansas,  for 
with  this  inseparably  are  associated  the  prosperity  and  com- 
fort of  thousands  of  my  constituents,"  he  said. 


COMMISSIONERS    REAPPOINTED 

The  Traffic   World   Washington  Bureau 

The  Senate,  January  16,  confirmed  the  nominations  of 
Aitchison  and  Hall  as  members  of  the  Commission.  The  action 
was  taken  at  the  first  executive  session  held  since  the  termina- 
tion of  the  Newberry  case.  The  Senate  was  in  executive  session, 
only  about  fifteen  minutes  when  it  was  announced  that  the  n 
appointments  had  been  approved. 

So  far  as  could  be  ascertained,  no  fight  was  made  against 
the  confirmation  of  the  appointments  in  executive  session. 
Twenty-three  other  nominations  were  considered  and  appro v«E 
at  the  same  session,  which  was  brief. 


MONEY    FOR    THE    COMMISSION 

The  Traffic  World  Washington  Bureau 

The  House  committee  on  appropriations  made  the  following 
recommendations  for  the  Interstate  Commerce  Commission  for 
the  fiscal  year  19'23  In  its  appropriation  bill  reported  this  week: 

An  appropriation  of  $2,150,000  is  recommended  for  salaries 
and  other  general  expenses  of  the  Interstate  Commerce  Commis- 
sion as  compared  with  an  appropriation  of  $2,200,000  for  the  fiscal 
year  1922  and  $2,330,470  estimated  for  the  fiscal  year  1923. 

A  provision  is  recommended  authorizing  the  Commission  to 
sell  at  cost  copies  of  transcripts  of  its  proceedings. 

An  appropriation  of  $525,000  is  recommended  for  the  Bureau  of 
Accounts  of  the  Interstate  Commerce  Commission,  which  is  an 
increase  of  25,000  over  the  appropriation  for  1922  and  a  decrease 
of  $50,000  under  the  estimates  for  the  fiscal  year  1923. 

The  amount  recommended  for  the  enforcement  of  the  acts  to 
regulate  the  safety  of  employes  anl  travelers  is  $325,000  as  com- 
pared with  an  appropriation  of  $313,600  for  1922  and  $350,000 
estimated  for  the  fiscal  year  1923. 

An  appropriation  of  $290,000  is  recommended  for  the  enforce- 
ment of  the  acts  requiring  safety  appliances  on  locomotives, 
which  is  the  same  as  the  amount  appropriated  for  the  fiscal  year 
1fl22  and  $10,00  less  than  the  amount  estimated  for  the  fiscal  year 
1923. 

The    amount   recommended   by    the    committee   for   the   valua- 
tion   of    the   property    of   carriers    is    $1,300,000,   which   is   $450,00 
less  than   the  appropriation  for  the  fiscal   year   1922  and   $200,000 
less  than  the  amount  estimated   for  the  fiscal  year  1929. 

An  appropriation  of  $150,000  is  recomended  for  printing  and 
binding  for  the  Interstate  Commerce  Commission,  which  amount 
is  the  same  as  the  appropriation  for  the  fiscal  year  1922  and  the 
estimate  for  1923.  A  provision  is  inserted  authorizing  the  Com- 
mission to  have  emergency  printing  done  outside  of  the  Gov- 
ernment Printing  Office  in  an  amount  not  to  exceed  $1,500. 

The  total  appropriation  recommended  for  the  Commission 
is  $4,859,000,  representing  a  cut  of  $485,470  below  what  was 
asked.  In  1922  the  Commission  had  $5,343,100  available. 

Appropriation  for  Labor  Board 

The  committee  recommended  an  appropriation  of  $350,000 
for  the  Railroad  Labor  Board,  which  is  $50,000  less  than  the 
estimate  submitted  and  $20,000  less  than  the  appropriation  for 
the  fiscal  year  1922. 


TELEPHONE  REVENUE 

Complications  by  the  Bureau  of  Statistics  of  the  Commission 
from  67  reports  of  revenues  and  expenses  of  telephone  com- 
panies having  annual  operating  revenues  in  excess  of  $250,000 
show  that  in  the  month  of  October  the  operating  income  was 
$9,403.264  as  compared  with  $6,905,634  in  October,  1920,  an  in- 
crease of  $2,557,630,  or  37  per  cent.  The  ratio  of  expenses  to 
revenues  was  72.15  per  cent  as  against  77.96  per  cent  in  October. 
1920.  Revenues  totaled  $46,362,175  as  against  $42,607,781  in 
October,  1920,  an  increase  of  $3,754,394  or  8.8  per  cent.  Ex- 
penses totaled  $33,449,968  as  aginst  $33,216,906  in  October,  1920, 
an  increase  of  $233,062,  or  .7  per  cent. 

For  the  ten  months  ended  with  October  the  report  shows  an 
operating  income  of  $89,438,953  as  against  $67,467,224  in  the 
same  period  of  1920,  an  increase  of  $21,971,729,  or  32.6  per  cent. 
The  ratio  of  expenses  to  revenues  was  72.68  per  cent  as  against 
76.69  per  cent  in  the  1920  period.  Revenues  totaled  $447,169,450 
as  against  $403,494,844,  an  increase  of  $43,674,605.  or  10.8  per 
cent.  Expenses  totaled  $325,011,278  as  against  $309,446,076  in 
the  1920  period,  an  increase  of  $15,565,202,  or  5  per  cent. 


TELEPHONE   CONSOLIDATIONS 

The  Commission  has  authorized  acquisition  by  the  Ohio  Bell 
Telephone  Co.  of  the  property  of  the  Sandusky  Home  Telephone 
Co.,  both  operating  in  Ohio.  It  also  has  authorized  acquisition 
by  the  Perry  County  Telephone  Co.  of  the  property  of  the  Citi- 
zens Independent  Telephone  Co.,  also  operating  in  Ohio. 

Approval  of  the  consolidation  of  the  Platte  Valley  Telephone 
Company  and  of  the  Wehn  Telephone.  Company,  operating  in 
Wyoming  and  Nebraska,  is  asked  in  an  application  filed  with 
the  Commission  by  those  companies. 


PERMISSION   TO  ACQUIRE  CONTROL 

Authority  has  been  granted  by  the  Commission  to  the 
Pittsburgh  &  West  Virginia  Railway  Co.  to  acquire  control  of 
the  West  Side  Belt  Railroad  through  an  agreement  providing 
for  the  operation  of  the  properties  of  both  companies  by  the 
Pittsburgh  &  West  Virginia.  The  road  of  the  Belt  company 
'extends  from  West  End,  Pittsburgh,  Pa.,  to  Clairton,  Pa.,  a  dis- 
tance of  22.63  miles.  The  capital  stock. of  the  Belt  company  is 
owned  by  the  Pittsburgh  company  and  it  was  represented  to 
the  Commission  that  much  of  the  operation  of  the  two  roads 
was  being  conducted  by  joint  employes.  The  proposed  con- 
tract, it  was  said,  will  result  in  economies. 

At  the  time  the  above  order  was  made  public,  an  applica- 
tion of  the  Pittsburgh  &  West  Virginia  to  acquire  control  of 
the  West  Side  Belt  by  purchase  of  the  corporate  property,  rights 
and  credits,  under  section  5  of  the  interstate  commerce  act,  was 
made  public.  The  Commission  recently  denied  a  similar  appli- 
cation under  section  1  of  the  act. 
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Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles.  San  Francisco 

Portland,  Astoria. 
Seattle  and  Tacoma 

Thru  billa  of  ladlnf  laauad  to  San  D..IO,  Oakland,  Stockton  and 

Sacramento,  California!  Hawaiian  and  Far  Eaat  Portal 

Grajra  Harbor  and  Pu»«t  Sound,  Waah. 

For  Rataa,  Dataa  of  Sailing  and  othac  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 
15  Moore  Street,  New  York 


Baltimore,  Md. 
1*  South  Stroot 

And  at  * 


Talaphona.  Bowling  Grain  73M 
Philadelphia.  Pa. 

Draaal  Buildini 


Pittaburf  h.  Pa. 
OUnr  Buildinc 


Portland,  SaaltU  and 


In  Loa  Angal»a,  San  Fraaaiaco( 

Ta)eoana 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  1  aeoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 


SS  "ELDORADO"— From  the  Gulf— January  2Ut 

Early  February 
2nd  half  February 


SS  -OSAGE' 

SS  "ALVARADO" 

SS  "NYANZA" . 


SS  "REDHOOK"— From  Pacific  Coamt— lit  half  January 


SS  "NYANZA' 
SS  "DELCO" 


Late  February 


let  half  February 
Last  half  February 


Kates  quoted,  booking*  and  other  information  furaiahed  upon 
application 

THE  STEELE  STEAMSHIP  LINES,  Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 


StaaU  Bld(. 
Galnaton,  !"•»•• 


SWAYNE  *  HOYT,  Inc. 

4 JO  Sanaoma  St. 
San  Franciaco,  Calif. 


SO  Broad  St. 
Naw  York  Citr 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THF  "RF.ASONABLENESS"  OF  RATES  ! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as: 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

"At  Your  Service" 
505  Colorado  Building  Washington,  D.  C. 
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SUSPENDED  AND  UNSUSPENDED 
TARIFFS 

The  Traffic  World  Washington  Bureau 

The  Commission  declined  to  suspend  any  of  the  several 
groups  of  tariffs  filed  to  become  effective  January  15  in  compli- 
ance with  its  decisions  In  docket  Nos.  10500  and  10515,  commonly 
known  as  the  Raleigh  Chamber  of  Commerce  and  North  Carolina 
Corporation  Commission  cases,  in  which  North  Carolina  cities 
complained  against  the  adjustment  of  rates  from  Virginia  cities 
to  Carolina  destinations  and  from  North  Carolina  points  of  origin 
to  the  southeast.  The  Commission's  decision  in  the  formal 
docket  cases  had  a  widespread  collateral  effect  which  the  car- 
riers undertook  to  cover  by  means .  of  tariffs  which  they  con- 
tended would  be  in  conformity  with  the  adjustment  decreed  by 
the  orders  of  the  Commission  in  the  two  cases  mentioned. 

Protests  were  made  against  all  the  tariffs  because  the  pro- 
testants  claimed  that  the  carriers  had  given  less  than  had  been 
ordered  or  were  seeking  to  take  more  than  permissible  under 
the  decisions  of  the  Commission.  The  Commission's  declination 
to  suspend  covers  the  adjustment  from  eastern  cities  to  Virginia 
cities;  from  Virginia  cities  to  the  Carolinas;  between  North  and 
South  Carolina  points;  the  tariffs  on  certain  classes  and  com- 
modities from  and  to  Memphis,  Knoxville  and  Ohio  River  cross- 
ings and  to  and  from  Carolina  points;  also  rates  from  eastern 
cities  to  Louisiana  and  Arkansas  destinations  published  to  clear 
fourth  section  departures  that  would  exist  at  Memphis  and  other 
crossings  in  rates  supposed  to  be  in  compliance  with  I.  and  S. 
No.  1303.  ,. 

The  declination  to  suspend  the  sets  of  rates  mentioned  was 
only  a  part  of  the  vast  quantity  of  work  which  the  Commission 
had  to  dispose  of  on  January  14  by  reason  of  the  large  number 
of  tariffs  filed  to  become  effective  January  15.  In  addition  to 
the  cases  mentioned  it  declined  to  suspend  increases  in  rates 
on  cheese  and  other  dairy  products  from  Oshkosh,  Wis.,  and 
related  points  to  Lynchburg,  Va.,  and  points  taking  same  rates  as 
carried  in  Supplement  No.  1  to  C.  &  N.  W.,  I.  C.  C.  8505.  It  also 
declined  to  suspend  tariffs  bringing  the  rates  on  eggs  and  dressed 
poultry  from  branch  lines  on  the  Nashville,  Chattanooga  &  St. 
Louis  up  to  the  class  basis,  as  proposed  in  Speiden's  I.  C.  C.  540. 
That  declination. also  brings  up  rates  on  the  L.  &  N.,  east,  west 
and  south  of  Nashville  to  the  basis  of  rates  from  that  city. 

The  Commission  also  issued  three  suspension  orders  in  I.  and 
S.  No.  1473  it  suspended  from  January  15  to  May  15  the  sched- 
ules in  rule  No.  265-A  of  Supplement  9  to  Boyd's  I.  C.  C.  No. 
A-1203,  providing  for  the  cancellation  of  third  class  ratings  on 
mixed  carloads  of  fresh  fruits  and  vegetables  applicable  between 
points  in  Minnesota,  North  Dakota,  South  Dakota,  Iowa  and 
Nebraska,  leaving  Western  Classification  ratings  to  apply  in- 
stead. In  I.  and  S.  No.  1474  the  Commission  suspended  Boyd 
and  Leland  tariffs  readjusting  upward  and  downward  rates  on 
asphalt,  petroleum  road  oil  and  other  petroleum  products  from 
points  of  production  in  Missouri,  Kansas,  Oklahoma  and  Arkansas 
to  destinations  in  Illinois,  Indiana,  Iowa,  Kansas,  Michigan,  Min- 
nesota, Missouri,  Nebraska,  North  and  South  Dakota  and  Wis- 
consin. Typical  increases  from  Oklahoma  points  to  various  des- 
tinations are  to  Cedar  Rapids,  from  31  to  36;  and  Duluth,  Minn., 
from  52%  to  54%;  from  the  Oklahoma  group  to  Rockford  the 
rate  is  to  be  reduced  from  37  to  36  cents.  In  I.  and  S.  No.  1475 
the  Commission  suspended  from  January  16  to  May  16  schedules 
published  in  item  No.  5-A,  Supplement  No.  17  to  the  joint  tariff 
of  Countiss,  Davis  and.  Kelly.  The  suspended  schedules  provide 
for  the  application  of  the  higher  rate  to  a  directly  intermediate 
unnamed  point,  located  between  any  two  points  to  which  rates 
are  named,  in  lieu  of  the  present  rule  providing  for  the  applica- 
tion of  the  next  more  distant  point  rate  to  an  unnamed  directly 
intermediate  point. 


CANNED  MILK  FROM  BLOOMER,  WIS. 

Reparation  down  to  a  subsequently  established  rate,  on  150 
carloads  of  canned  milk,  shipped  from  the  plant  of  Armour  & 
Co.,  at  Bloomer,  Wis.,  In  the  period  from  February  1,  1918,  to 
June  1,  1919,  was  asked  by  the  complainants  in  No.  13105, 
Armour  &  Co.  vs.  Director-General,  hearing  on  which  was  held 
before  Examiner  John  B.  Keeler  in  Chicago,  January  16.  W.  W. 
Manker  assistant  traffic  manager  for  Armour  &  Co.,  said  that 
the  cars  were  shipped  to  destinations  in  Central  Freight  Asso- 
sociation  and  Trunk  Line  territories,  with  the  exception  of  one 
car,  which  was  destined  to  Des  Moines.  and  that  the  rate 
assessed  on  the  movements  to  the  Bast  were  made  up  of  a  local 
rate  to  Manitowoc  of  17%  cents  plus  the  full  fifth-class  rate 
beyond.  To  Des  Moines,  he  said,  a  full  fifth-class  rate  of  32% 
cents  was  applied. 

Over  four  months  before  Armour  &  Co.'s  milk  plant  at 
Bloomer  was  opened,  Mr.  Manker  said,  application  was  made 
to  representatives  of  the  carriers  for  the  extension  of  the  com- 
modity rates  on  canned  milk  which  were  then  in  effect  from 
Chetek  and  Rice  Lake,  points  more  distant  from  all  destinations 
involved,  to  cover  the  impending  movement  from  Bloomer.  Let- 
ters from  the  freight  traffic  manager  of  the  North  Western  road 
were  introduced  in  an  effort  to  show  that  the  carriers  were 


inclined  to  see  the  justice  of  the  packing  company's  request. 
The  rates  were  not  put  into  effect,  however,  according  to  the 
witness,  until  late  In  May,  1919,  in  the  case  of  the  eastern  move- 
ment, and  not  until  December,  1919,  in  the  case  of  the  Des 
Moines  movement. 

Then,  he  said,  the  canned  vegetable  carload  commodity  rate, 
as  in  effect  from  Chetek  and  Rice  Lake  on  canned  milk,  was 
extended  to  cover  the  same  commodity  from  Bloomer.  He  con- 
tended, however,  that  the  change  in  the  rate  should  have  been 
made  on  shorter  notice,  in  compliance  with  Rule  77  of  Tariff 
Circular  ISA,  and  that  the  Director-General  should  pay  damages 
for  the  delay  to  the  extent  that  the  packing  company  was  re- 
quired to  pay  freight  charges  in  excess  of  those  finally  estab- 
lished. The  difference  between  the  rate  as  paid  and  as  after- 
wards established  was  shown  by  exhibits  to  be  as  follows:  As 
paid,  from  Bloomer  to  New  York  and  points  taking  New  York 
rates,  17%  cents  plus  36  cents,  a  total  of  53%  cents;  as  in  effect 
from  Chetek  and  Rice  Lake  and  as  subsequently  established 
from  Bloomer,  44  cents.  As  paid,  from  Bloomer  to  Des  Moines, 
32%  cents;  and  as  in  effect  from  Chetek  and  Rice  Lake  and 
subsequently  established  from  Bloomer,  29%  cents.  Reparation 
claimed  totaled  approximately  $10,000. 

The  witness  insisted  that  canned  vegetable  rates  apply  on 
canned  milk  generally  throughout  the  United  States  and  that 
transportation  conditions  were  identical  on  the  two  commodi- 
ties. He  also  contended  that  commodity  rates,  substantially 
under  the  fifth-class  rate,  were  in  effect  generally  from  canned 
milk  producing  points. 

Speaking  for  the  Director-General,  C.  B.  Akerman  said  that 
the  rates  as  paid  were  abnormally  low  and  introduced  rate  com- 
parisons which  he  said  proved  that  contention.  He  pointed  out 
that  the  mere  reduction  of  the  rate  on  a  subsequent  date  did  not 
prove  the  rates  paid  to  be  too  high.  He  also  pointed  out  that 
in  the  Hires  Condensed  Milk  case,  64  I.  C.  C.,  641,  the  Commis- 
sion declared  the  fifth-class  rate  to  be  reasonable  for  canned 
milk,  carloads,  and  that,  further,  the  fifth-class  rates  from  Wis- 
consin canning  points  to  the  East  compared  favorably  with  fifth- 
class  rates  found  reasonable  by  the  Commission  for  application 
in  C.  F.  A.  territory.  Car  mile  and  ton  mile  earnings  figured  on 
the  rates  paid  for  the  movement  from  Bloomer  both  east  and 
west  showed,  he  said,  when  compared  to  earnings  for  similar 
movements  of  canned  milk  and  comparable  commodities  between 
other  representative  points,  that  the  rates  as  paid  were  some- 
thing less  than  reasonable. 


FRESH  MEAT  TO  OKLAHOMA  CITY 

In  docket  No.  13178,  Wilson  &  Co.,  Inc.,  of  Okla.  vs.  Director- 
General,  hearing  on  which  was  held  in  Chicago  before  Examiner 
Keeler,  January  20,  the  complainants  alleged  that  the  third  class 
rate  of  74  cents,  as  applied  on  two  carloads  of  fresh  meats, 
shipped  from  Kansas  City,  Kan.,  to  Oklahoma  City,  in  April, 
1918,  over  the  lines  of  the  Santa  Fe,  was  unjust  and  unreasonable 
to  the  extent  that  it  exceeded  the  rate  of  42  cents  prescribed  by 
the  Commission  for  the  same  movement  over  the  M.  K.  &  T.,  the 
Rock  Island  and  the  Frisco,  in  docket  No.  8632,  55  I.  C.  C.,  691, 
and  as  subsequently  established  over  the  route  of  the  Santa  Fe. 
The  Director-General  and  the  Santa  Fe  took  the  position  that 
the  rate  assessed  was  proper  and  reasonable.  Numerous  ex- 
hibits were  introduced  to  show  that  the  ton  mile  earnings  re- 
sulting therefrom  were  lower  than  those  on  other  comparable 
traffic.  It  was  also  contended  that  the  third  class  rate  was  not 
an  unusual  one  to  apply  on  fresh  meat  and  that  the  rate  as  in 
effect  at  the  time  of  shipment  over  the  other  lines,  and  as  after- 
wards established  over  the  Santa  Fe,  was  a  lesser  percentage  of 
third  class  than  was  the  case  with  the  commodity  rates  on  most 
other  goods  which  were  in  that  class.  Reparation  asked  amount- 
ed to  $178.05. 

Nuel  D.  Belnap,  attorney  for  Wilson  &  Co.,  asked  that  an- 
other complaint  (13202,  Same  vs.  Same),  which  involved  a  move- 
ment of  inedible  tallow  from  Oklahoma  City  to  Key  West,  Fla., 
for  export,  be  dismissed.  He  said  it  had  been  discovered,  since 
the  filing  of  the  complaint,  that  the  packing  company  had  not 
paid  the  freight  charges. 


WENATCHEE    SOUTHERN    CONSTRUCTION 

The  Wenatchee  Southern  Railway  Co.  has  applied  to  the 
Commission  for  authority  to  construct  a  new  line  of  railroad 
from  Wenatchee  to  Beverly  Junction,  Wash.,  a  distance  of  53 
miles,  and  from  a  point  about  13  miles  south  of  Wenatchee  to 
Orondo,  Wash.,  a  distance  of  about  30  miles.  From  Beverly 
Junction  to  Kennewick,  Wash.,  the  line  will  be  operated  under 
traffic  agreements  with  the  C.,  M.  &  St.  P.  and  the  O.  W.  • 
R.  &  N. 

"The  principal  crop  to  be  removed  by  rail  from  Wenatchee 
is  apples,"  the  applicant  says.  "In  order  to  prevent  deteriora- 
tion and  great  loss  it  is  necessary  that  a  large  part  of  the  crop 
must  be  removed  within  a  period  of  sixty  days,  which  the  Great 
Northern  Railway  has  never  been  able  to  do.  The  tonnage  is 
constantly  increasing,  without  any  increased  facilities  for  mov- 
ing it.  A  survey  is  completed  for  a  project  that  will  increase 
the  tonnage  two  or  three  hundred  per  cent  with  no  facilities  for 
moving  It" 
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THREE  STAR  LINE 

(Ste.  les  Affreteurs  R6unis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangier*,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs  L  for  all  ports  of  Spain.  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Office*:  23  Bridge  Street,  New  York 

Chlc.ro  Ac.nl:  M.  E.  Kien.ppel.  142  So.  Cl.rk  St. 

Phil.d.lphi.  Agent,  Earn  Line.  Bullitl  Building 


NOSA  LINE 


MaeMkJv  Seillnga  to  IMndpaJ   Porte 

Weet  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Veneauela,  Curacao 

and  Colombian  Port* 

Three  week  freight  sailings 

Haitian,  Dominican  and  Cuban  South  Sid*  Ports 

L'fiew  Orisaas.  La. 

iao  O*V»:  *M  olsrqastu  BM 


tm 


New  York  O«ot: 


•04-11  Q»«sa  fc  Crises 


New  Orleans   &. 
Souili    American  S.S.  Co. 

INCORPORATED 


Sr  World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LI  M  AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINK  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

?»ew  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Calvt-Kton 


London 
Liverpool 
Manchester 
Gla*ftow 


TO 

Avonmouth 
Southampton 
Antwerp 
Hamburg 


Brunswick 


Danzig 
Gibraltar 
Genoa 
Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  Fetterolf,  Frtifhl  Traffic  Manager 

I.  0.  Mats.  G».  WMtera  FrelaM  Aft. 
tit    teat*    La    Salla    Mrart. 


T.  0.    Martla.   N.   W.    Freight  Agt. 
Mttraaalltan     Llfl     Building. 

niiaen.  Nla»ea»olli.    Minn. 

C.    J.     McCeaatll.     SeutlmMtini     Ft.lghl     Agrnt. 

III!     Lacelt    Street.     St.     UBli.     Ma. 


K*w  »er».  I  Braae»» 
BMIM.    14    »tit.    St. 
Meatreal.    Mceill    Bid,. 
Pl>ll»d.lehla.      Boarte     Bld|. 
•aMIaMra.    Caiaiker    af    Caaiiaarai 
Tereete.    I«M    Rc>al    Biak    Blei 


Ntw    Oriaaai.     Hltwrnla    B»nk     Bldg. 
G*lvf«tan.    Cottoa    Exchaaga   Bldg. 
Nartolk.  Hillron  Bldg. 
riouiloa.    Cotton    Enchuaa    Bldg. 
M>Mla.    Ala..     Mobil.    Llaari. 
Partliaa.     Ma..     I     Icala    Mract. 


Baltic  Scandinavian 

Fast  Freight  Service 

TO 

Gothenburg,    Stockholm.    Hango, 

Copenhagen,  Danzig,  Reval, 
Malmo,  Libau   and    Helsingfors 

1  S.  S.  B.  A-l  Stt-fl  Stt-anuTs  Carrying  U.  S.  Mail 

FROM   N 1  \\  YORK 

S.  S.  Eastern  Cross    ....     January  23rd 
ir      ....     January  30th 
(Now  Receiving  Pier  it.  Brooklyn) 

Through  Bill*  of  lading  to  all  Baltic  and  Scandinavian  Ports 
When  ihipping  to  Baltic  fort*  iptcify 

SUSQUEHANN A 
Steamship  Company,  Inc.  A    ^ 

2  Stone  Street  New  York  City 

Phone  Bowline  Green  2953-8 

S.  L.  BURGESS  &  CO.,  Agent* 

92»  Lafayette  Bld|.  Philadelphia,  Pa. 


Pacific  Mail  Steamship  Co. 

PASSENGER  AND  FREIGHT  SERVICES 


SAN  FRANCISCO-NEW  YORK  SERVICE 

Via  Panama  Canal  and  Havana 
Diract  PaaaangOT   and    Expraaa-Fraif  ht   Sarvlc.  batwaan  San  Franclaco, 

Loa  Ancalaa  and  Naw  York 

Calling   at    Manxanillo.    Mexico.   San  Joaa  da  Guatamala,    Acajutla  and 

La  Litwrtad.  SaN.Hor.   Balboa  and  Criatobal,  Canal  Zon., 

Havana,  Baltimore  and  Norfolk 

5.5.  Venezuela  taiU  from  New  York  February  8th 
5.5.  Ecuador  tail*  from  San  Francivco  January  28th 

and  approxfmataly  avary  18  dajra  tharaa/t.r 
All  N.w  York  Sailint.  from  Piar  33,  Atlantic  Terminal,  Brooklyn 

PANAMA  SERVICE 

Batwa«n  San  Franclaco,  Loa  Anfalaa,   Maxlco,  Cantral  America  and 
Canal  Zon..— Sailinci  approximately  every  twenty-two  daya 

Genera/  Office*:          SOS  California  Street,  San  Francitco 

10  Hanover  Squara,  N.  Y.  Contlnantal   Building,  Baltimore 

440  Marchanta  National  Bank  Building,  Loa  Angelea 


uThe  Sunshine  Belt  to  the  Orient" 

San  Franclaco  to  Honolulu,  Yokohama,   Koba,  Shanghai, 
Manila,  Hongkong 

Paaaenger  and  freight  mailings  by  new  and  luxurious  U.  S.  Ship- 
pine  Board  21,  100-ton  displacement.  1 7]^-knot,  steamers:  5.5. 
Empire  State  (February  7th):  5.  5.  Hootier  State  (March 
4th);  5.  5.  Golden  State  (March  25th). 

MANILA-EAST  INDIA  SERVICE 

San  Franclaco  direct   to  India,  calling  at  Honolulu,  Manila, 
Singapore.  Colombo,  Calcutta 

Passenger  and  Freight  sailings  by  new  and  commodious  U.  S. 
Shipping  Board  steamers:  5.  5.  Wolverine  State  (January 
19th);  5.  5.  Creole  State;  S.  S.  Granite  State. 

Through  bill*  ol  Imdlng  iiiufJla  mnj/rom  point*  btyond  parti  of  call 
For  ratca  aad  otker  information  apply  to  any  railroad  or  tnuriit  afcocy,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

SOt  California  St.,  San  Franclaco 

10  Hanovar  Squara,   N.  Y.  Contlnantal   Building.   Baltimore 

440  Merchanla  National  Bank  Building,  Loa  AngaUa 

Managing  Agentat  U.  S.  Shipping  Board 
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LOADING  OF  REVENUE  FREIGHT 

1  hi  Tragic  World  Washington  Bureau 

Revenue  freight  loading  picked  up  in  the  week  ended  Janu- 
ary 7,  the  total  number  of  cars  loaded  being  605,992,  as  compared 
with  531,992  in  the  preceding  week,  and  697,641  and  830,673  cars 
in  the  corresponding  weeks  of  1921  and  1920,  respectively. 

Increases  were  shown  in  the  loading  of  all  commodities  with 
the  exception  of  ore,  which  dropped  from  4,883  cars  In  the  week 
ended  December  31  to  4,321  cars  in  the  week  ended  January  7. 
Loading  of  grain  and  grain  products  increased  from  30,075  to 
40,673  cars;  live  stock  from  24,567  to  25,658  cars;  coal  from 
105,662  to  136,982  cars;  coke  from  6,424  to  7,008  cars;  forest 
products  from  31,406  to  41,071  cars;  merchandise,  L.  C.  L.,  from 
170,061  to  171,786  cars,  and  miscellaneous  from  157,956  to  178,493 
cars. 

Loading  by  districts  in  the  week  ended  January  7  and  in 
the  corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,644  and  5,182; 
live  stock,  2,662  and  3,682;  coal,  32,999  and  49,491;  coke,  1,675 
and  1,657;  forest 'products,  4,316  and  6,766;  ore  792  and  1,725; 
merchandise,  L.  C.  L.,  48,022  and  39,526;  miscellaneous,  49,286 
and  50,336;  total,  1922,  146,396;  1921,  158,365;  1920,  204,956. 

Allegheny  district:  Grain  and  grain  products,  2,845  and 
1,760;  live  stock,  3,021  and  3,786;  coal,  38,079  and  55,814;  coke, 
3,410  and  6,174;  forest  products,  2,389  and  2,940;  ore,  1,164  and 
2,122;  merchandise,  L.  C.  L,  33,765  and  32,942;  miscellaneous, 
37,965  and  .44,370;  total,  1922,  122,638;  1921,  149,908;  1920,  169,779. 

Pocahontas  district:  ,Grain  and  grain  products,  304  and  156; 
live  stock,  69  and  142;  coal,  17,200  and  24,345;  coke,  197  and 
610;  forest  products,  869  and  1,091;  ore,  26  and  63;  merchandise, 
L.  C.  L.,  4,341  and  4,174;  miscellaneous,  2,341  and  2,444;  total, 
1922,  25,347;  1921,  33,025;  -1920,  35,934. 

Southern  district:  Grain  and  grain  products,  3,666  and  3,018: 
live  stock,  2,048  and  2,032;  coal,  19,751  and  26,794;  coke,  423  and 
807;  forest  products,  13,117  and  11,486;  ore,  568  and  2,052;  mer- 
chandise, L.  C.  L.,  29,549  and  28,964;  miscellaneous,  26,419  and 
26,779;  total,  1922,  95,541;  1921,  101,932;  1920,  120,372.' 

Northwestern  district:  Grain  and  grain  products,  12,321  and 
11,304;  live  stock,  7,473  and  9,162;  coal,  8,103  and  6,205;  coke, 
974  and  1,237;  forest  products,  10,713  and  10,185;  ore,  309  and 
925;  merchandise,' L.  C.  L.,  19,138  and  21,652;  miscellaneous,  18,- 
995  and  26,828;  total,  1922,  78,026;  1921,  87,498;  1920,  116,729. 

Central  Western  district:  Grain  and  grain  products,  10,840 
and  12,839;  live  stock,  8,446  and  10,479;  coal,  17,645  and  22,936; 
coke,  212  and  297;  forest  products,  3,825  and  2,991;  ore,  772  and 
2,105;  merchandise,  L.  C.  L.,  23,969  and  26,213;  miscellaneous, 
24,660  and  31,857;  total,  1922,  90,369;  1921,  109,717;  1920,  121,984. 

Southwestern  district:  Grain  and  grain  products  4,053  and 
4,829;  live  stock,  1,939  and  1,844;  coal,  3,205  and  5,648;  coke,  117 
and  89;  forest  products,  5,842  and  5,943;  ore,  690  and  464;  mer- 
chandise, L.  C.  L.,  13,002  and  14,778;  miscellaneous,  18,827  and 
23,601;  total,  1922,  47,675;  1921,  57,196;  1920,  60,919. 

Total,  all  roads:  Grain  and  grain  products,  40,673  and  39,088; 
live  stock,  25,658  and  31,127;  coal,  136,982  and  191,233;  coke, 
7,008  and  10,871;  forest  products,  41,071  and  41,402;  ore,  4,321 
and  9,456;  merchandise,  L.  C.  L.,  171,786  and  168,249;  miscel- 
laneous, 178,493  and  206,215;  total,  1922,  605,992;  1921,  697,641; 
1920,  830,673. 

Loading  for  the  Year 

The  number  of  cars  of  revenue  freight  loaded  in  1921  was 
39,037,817  as  compared  with  45,118,863  in  1920  and  42,180,328  in 
1919.  The  loading  by  commodities  for  the  year  was  as  follows, 
with  comparisons  for  1920  and  1919: 

Grain  and  grain  products:  1921,  2,281,852;  1920,  1,843,018; 
1919,  2,048,968. 

Live  stock:    1921,  1,495,344;    1920,  1,553,424;    1919,  1,732,852. 

Coal:    1921,  7,934,048;    1920,  10,082,450;    1919,  8,829,883. 

Coke:  1921,  303,898;  1920,  648,902;  1919,  225,517.  (In  first 
six  months  of  1919  coke  loading  was  included  in  coal  loading.) 

Forest  products:  1921,2,483,079;  1920,3,056,923;  1919  2988- 
807. 

Ore:    1921,  904,513;    1920,  2,413,893;    1919,  1,949,909. 

Merchandise,  L.  C.  L.:  1921,  10,677,226;  1920,  9,017,074;  1919, 
3,165,619.  (In  first  six  months  of  1919  merchandise  L.  C.  L.  was 
included  In  miscellaneous  freight  loading.) 

Miscellaneous:  1921,  12,957,857;  1920,  16,503,179;  1919  21- 
201,811. 


LOCATION  AND  REPAIR  OF. CARS 

Out  of  a  total  of  2,283,908  cars  on  line  January  1,  13.7  pel- 
cent,  or  313,190,  were  in  bad  order,  as  compared  with  13.5  per 
cent  on  December  15,  1921,  according  to  the  car  service  division 
of  the  American  Railway  Association.  The  total  number  of 
box  cars  in  bad  order  was  148,830,  or  14.5  per  cent,  as  compared 
with  14.4  per  cent  on  December  15;  refrigerators  in  bad  order 
numbered  7,018,  or  11.7  per  cent,  as  compared  with  10.9  per 
cent,  on  December  15;  gondolas  in  bad  order  numbered  134,005, 
or  13.8  per  cent,  as  against  13.4  per  cent,  on  December  15; 
stock  cars  in  bad  order  numbered  8,612,  or  10.4  per  cent,  as 
against  10.2  per  cent,  on  December  15;  and  flat  cars  in  bad  order 


numbered  11,682,  or  11.7  per  cent,  as  against  11.7  per  cent,  on 
December  15. 

The  per  cent  of  home  cars  on  home  roads  for  class  I  roads 
was  75.4  on  January  1.  By  classes  of  equipment,  the  percentages 
were  as  follows:  Box,  66.6;  refrigerator,  71.8;  gondola,  82.3; 
stock,  85.7;  flat,  82.6. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  January  1  showed  the  following:  East- 
ern district,  99.8  per  cent,  as  against  94.3  a  year  ago;  Allegheny 
district,  98.3,  as  against  93.7  a  year  ago;  Pocahontas  district, 
94.2,  as  against  86.7  a  year  ago;  Southern  district,  96.9,  as  against 
94.9  a  year  ago;  Western  district,  97.6,  as  against  100.6  a  year 
ago;  all  districts,  98.1,  as  against  96.1  a  year  ago;  Canadian 
roads,  94.7,  as  against  99.7  a  year  ago. 

COMMODITY  LOADING 

In  a  chart  on  commodity  loading  for  the  third  quarter 
ended  September  30,  1921,  the  car  service  division  of  the 
American  Railway  Association  shows  the  per  cent  of  car  capac- 
ity actually  utilized  in  loading  the  different  commodities.  The 
commodity,  class  of  equipment,  average  car  capacity  and  per 
cent  of  average  tonnage  capacity  of  freight  cars  utilized  in 
1921  and  the  corresponding  period  of  1920  are  given  as  follows: 

PER    CENT    OF    AVERAGE    TONNAGE    CAPACITY    OF    FREIGHT 
OARS   UTILIZED. 

Av.  car 

Class  of  cap'c'y, 

Commodity.                           equipment,  (tons).  1921. 

Wheat ......Box  36.9  108+             108  + 

Corn    .                                     Box  36.9  104                  100 

Oats    Box  36.9  80+               88  — 

Flour-meal    Box  36.9  68  + 

Cotton     All  41.9  26                    30 

Citrus  fruits    Refrigerator  32.1  54                    56  — 

Other  fresh  fruits   Refrigerator  32.1  40  + 

Cattle  and  calves Stock  33.5 

Hogs     Stock  33.5  28                    28  + 

Bituminous  coal    Coal  48.9  104—            100 

Coke    Coal  48.9  80+               84 

Clay,  stone,  etc All  41.9  114                 112 

Pulp  wood   All  41.9  72                    68 

Lumber    All  41.9  61                   65 

Logs,  posts,  poles,  etc All  41.9  70+               64  + 

Refined  petroleum   Tank  41.2  67                   68  — 

Household  goods  and  second  hand 

furniture    All  41.9 

Automobiles    All  41.9  20—              19 

Iron,  pig  and  bloom   All  41.9  112—            111 

Bar  iron,  etc All  41.9  73 

Cement   Box  36.9  103                 101 

Fertilizer     Box  36.9  63                   73  + 

Total  all  commodities All  41.9  81+              84 

Discussing  the  chart  the  division  said: 

This  chart  should  be  read  in  the  light  of  the  oft-repeated  and 
demonstrable  statement  that  an  average  increase  of  one  ton  per  car 
in  loading  is  equivalent  to  a  saving  of  80,000  cars  in  daily  operation. 
The  fact  that  most  of  the  commodities  show  a  decrease  in  the  average 
loading  per  car  in  1921  is  a  reflection  of  the  well  known  desire  during 
times  of  business  depression  to  trade  in  smaller  lots  than  govern  in 
more  prosperous  times.  The  greatest  increases  in  loading  per  car 
have  been  secured  in  the  case  of  low  grade  bulk  materials  where  the  unit 
of  transaction  is  a  carload  rather  than  a  specific  order  of  quantity. 
With  respect  to  coal,  clay,  stone,  etc.,  the  1921  performance  is  also 
bettered  by  reason  of  the  fact  that  during  an  abnormal  car  surplus 
period  lighter  capacity  cars  are  stored  and  heavier  capacity  cars  more 
commonly  kept  in  service. 

Referring  to  a  chart  showing  comparisons  of  the  abnormal 
surplus  of  cars  during  four  periods  of  business  depression 
throughout  the  country,  that  of  1908-9,  1914-15,  that  of  1919  and 
1921,  the  division  said: 

The  surplus  during  each  of  these  periods  was  abnormal  in  the  his- 
tory of  American  railroads  for  the  past  fifteen  years.  The  outstanding 
fact  of  these  comparisons  is  that  the  greater  abnormality  always 
occurs  about  the  middle  of  the  spring,  following  which  the  surplus 
rapidly  dwindles  until  the  height  of  the  crop  movement  is  reached, 
usually  in  October,  after  which  the  surplus  again  rises  precipitately. 
This  is  the  invariable  experience  during  all  of  these  periods  of 
abnormal  surplus. 


REVENUE  TRAFFIC  STATISTICS 

Revenue  traffic  statistics  of  Class  1  roads  for  October  and 
the  ten  months  ended  with  October,  issued  by  the  Commission, 
show  that  in  October  there  were  31,715,163,000  revenue  tons  car- 
ried one  mile,  as  against  39,101,098,000  in  October,  1920,  and 
in  the  ten  months,  256,979,359,000,  compared  with  343,683,602,000 
in  the  same  period  of  1920. 

The  freight  revenue  in  October  totaled  $399,994,864,  as 
against  $479,327,047  in  October,  1920,  and  in  the  ten  months, 
$3,278,262,543,  as  against  $3,491,063,786  in  the  same  period  of 
1920. 

The  revenue  per  ton-mile  in  October  was  12.61  mills,  com- 
pared with  12.26  mills  in  October,  1920,  and  in  the  ten  months, 
12.76  mills,  as  against  10.16  in  1920. 

Revenue  passengers  in  October  numbered  80,761.000,  as 
against  99,251,000  in  October,  1920,  and  in  the  ten  months,  874,- 
456,000,  compared  with  1,036,617,000  in  1920.  Revenue  in  Octo- 
ber totaled  $88,937,295  as  against  $113,792,459  in  October,  1920, 
and  in  the  ten  months,  $981,340,327,  as  against  $1,063,896,031  in 
1920. 
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The  General  Rate  Inquiry 

Began  in  Earnest  January  11 

Are  you  fully  prepared  with  evidence  in  sup- 
port of  the  things  you  wish  to  present  at  this 
hearing?  We  can  promptly  supply  you  with 
any  available  data  concerning  : 

Statistics  of  Earnings,  Expenses,  Gross  and  Net 
Revenues,  etc.  (For  the  Country  as  a  Whole, 
by  Districts,  or  by  Carriers.) 

Rate  Exhibits,  Covering  Any  Part  of  the  United 
States  and  for  Any  Period  Desired. 

Volume  of  Freight  Traffic.  (For  the  Country 
as  a  Whole,  by  Districts,  or  by  Carriers.) 

Total  Production  of  Basic  Commodities.  (Agri- 
cultural Products  —  Animals  and  Products  — 
Forest  and  Mine  Products  —  Manufactures, 
etc.  —  all  in  splendid  variety.) 

Average  Market  Prices  (in  many  cases  also 
Average  Farm  Prices,  also  Average  Factory 

Prices)   for  use,  if  desired,  in  comparisons 
with  transportation  costs. 

In  everything  of  the  above  nature  we  can 
give  you  the  figures  on  nearly  anything  desired 
and  for  any  period  desired. 

NOTICE! 

We  can  furnish  the  above  information  by 
Commodities 

NOTE  BELOW 

The  Commission's   Program  for  the  Big  Hearing 

Jan.  16-18  —  Cross-examination  of  carrier*'  witne«»e». 

Jan.  19-20—  Coal  and  coke. 

Jan.  21-23  —  Ore,  furnace  materials  and  iron  and  steel 
article*. 

Jan.  24-25  —  Sand  and  gravel,  brick,  lime,  cement, 
gypsum  and  asphalt. 

Jan.  26-27  —  Lumber  and  forest  products. 

Jan.  28  —  Fertilizer  and  materials,  sulphuric  acid, 
phosphate  rock,  etc. 

Jan.  30-Feb.  4  —  Testimony  of  public  and  shippers  as 
to  general  aspects. 

Feb.  8—  Vegetable  oil  and  soap. 

Feb.  9  —  Grain,  flour  and  agricultural  products. 

Feb.  10  —  Live  stock  and  packinghouse  product*. 

Feb.  11  —  Petroleum  and  petroleum  products. 

Feb.  16—  Canned  goods  and  wholesale  groceries. 

Feb.  16-17  —  Fruits  and  vegetables. 

Feb.  18  —  Milk,  cream  and  dairy  products. 

Feb.  20  —  Beverages  and  beverage  containers,  wast* 
material. 

Feb.  21-22  —  Other  commodities. 

THE  TRAFFIC  SERVICE  CORPORATION 
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SOS  Colorado  Bldf., 


Washington,  D.  C. 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct    Freight    Service    Without    Transhipment 

PORTLAND,  OREGON 

TO 
Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 

(Taku  Bar),  Chinwangtao,  Dairen 
SS  EASTERN  SAILOR   .     Feb.  13        SS  WEST  KADER   ...  Mar.  27 
SS  WEST  MOMENTUM   .  Mar.  (        SS  LAS  VEGAS April  17 

Shanghai,  Manila  and  Hongkong 

SS  VINITA Feb.  17 

SS  WEST  CAYOTE   ...  Mar.  17 
SS  WEST  KEATS  ....  April  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  Information  recardinf  Space.  Rate*,  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC.,        »•  B'0^.^'ork  Cit, 

UNITED  AMERICAN  LINES,  INC.,    '«  •* 

R.  T.  JOHNS  &  COMPANY,  INC,  ^""'s..,,,..  w..hln,ton 

COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

fttt  Into  thl*  MW  b%  pay  Acid  now  I  Th*  traffic  director  of  a  Detroit 
nmtmm  earn*  m.MM  a  year— •  dereJmnd  traffic  man  receir**  S14.0M. 
Ot  ran*  rrair  man  cannot  equal  tbeae  brilliant  receanea.  bat  number- 
I*M  traffic  paaition*  pmjt  from  12.600  to  110.000  •  year.  The  work  b 
faeclnatiM  and  lateneely  InUrwtinc  and  the  reward.  are  bl«.  Thon- 
•ande  of  nun  are  n««d»d  now.  Why  don't  700  Qualify  for  OM  of  tbeae 
bfepay  jobet 

Learn  in  Spare  Time 

Too  can  quickly  mailer  the  McteU  of  traffic  management  throw* 
our  limple  method  of  ipar*  tiro*  (turfy.  Th«  American  Commerce  Aaeo- 
eiation  staff  of  expert*  can  qualify  you  for  a  food  traffic  job  la  an 
emaiincly  thort  tint*.  Yon  don't  Mod  to  take  a  moment'!  time  from 
your  preaent  work — and  after  yon  bare  qualified  we  aatUt  you  to  ••car* 
a  well-paid  poeitlon. 

Write  for  Free  Illustrated  Booklet 

Lit  w  eend  you  tbl*  fro*  Illustrated  book  on  traffic  mauarewient  and 
tram*  epvm  tunlUea.  Find  out  what  we  bare  don*  for  hundred*  of  «uc- 
cewfnl  mamliin  and  what  they  ear  of  the  A.  C.  A.  Learn  bow  we  eaa 
belp  ye«  to  a  laitlnc  eurcea*  and  a  pmltlon  of  preetlce  and  Important 
Don't  delay  I  Send  n.  a  poatal  today  I  Addrea* 

AMERICAN  COMMERCE  ASSOCIATION 

D«pt.  21-C  4043  Drexal  Blvd.,  Chicago,   III. 
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COAL  RATES  TO  STEEL  MILLS 

Tht  Traffic  World  Washington  Bureau 

Lake  front  furnaces,  through  Francis  B.  James  and  his  as- 
sociates, have  prepared  a  formal  complaint  against  the  rates  on 
coal  and  coke  maintained  from  mines  in  the  interior  to  lake 
ports,  alleging  them  to  be  relatively  unreasonable,  relatively 
unjust  and  unduly  prejudicial.  They  asked  for  relief  in  the  form 
of  an  order  prescribing  maximum  rates  on  coal  and  coke  and 
minimum  rates  on  iron  ore.  At  the  time  this  was  written  the 
complaint  had  not  been  made  public  by  the  Interstate  Commerce 
Commission. 

In  their  complaint,  entitled  Lackawanna  Steel  Company,  et 
al.  vs.  Pennsylvania  Railroad  Co.  et  al.,  the  lake  front  furnace 
companies  alleged  that  they  had  been  deprived  of  the  natural  ad- 
vantage of  their  location  as  to  iron  ore,  their  raw  material,  while 
the  interior  plants  had  been  given  the  natural  advantage  of  their 
location  as  to  coal  and  coke.  In  their  complaint  they  said: 

"That  the  plants  of  complainant,  iron  and  steel  companies  ai 
Buffalo  and  vicinity  and  the  locality  in  which  they  are  located, 
have  been  for  a  long  time  last  past  and  are  being  steadily,  reg- 
ularly, systematically  and  unlawfully  robbed  of  their  natural  ad- 
vantage by  having  imposed  on  them  relatively  unjust,  unreason- 
able, discriminatory  and  prejudicial  freight  rates  on  their  raw 
materials,  iron  ore,  coal  and  coke,  and  by  there  having  been 
given  and  there  being  given  to  their  interior  competitors  and  the 
localities  where  they  are  located  relatively  unjust  and  unreason- 
able and  relatively  discriminatory  and  preferential  freight  rates 
of  their  raw  material ''of  iron  ore,  and  thereby  unduly  ana  un- 
reasonably imposing  upon  the  iron  and  steel  industries  at  Buf- 
falo and  vicinity  a  greater  relative  proportion  of  the  transporta- 
tion burdens  and  charges  than  are  imposed  upon  their  interior 
competitors  and  their  localities. 

"That  defendant  carriers  pursuant  to  said  method  (of  lower 
rates  on  iron  ore  to  the  interior  furnaces)  of  steadily,  regularly, 
systematically  and  lawfully  publishing  tariffs  to  the  undue  pref- 
erence and  advantage  of  interior  competitors  and  the  localities 
in  which  said  interior  competitors  are  located,  and  to  the  undue 
and  unreasonable  prejudice  and  disadvantage  of  complainant  and 
the  locality  in  which  complainant  are  located,  duly  published  a 
series  of  tariffs  as  to  which  the  Commission  indicated  to  the  car- 
riers that  they  should  withdraw  the  same,  and  if  not  withdrawn 
that  the  Commission  would  suspend  the  same;  that  pursuant 
thereto  the  carriers  duly  withdrew  some  of  the  tariffs,"  while 
others  were  suspended  by  the  Commission, 

The  complainants  incorporated  in  what  they  filed  with  the 
Commission,  its  press  notice  of  December  12,  in  which  the  Com- 
mission advised  the  public  that  it  had  declined  sixth  section  per- 
mission to  continue  the  low  iron  ore  rates.  In  that  notice  the 
Commission  said  that  its  action  was  not  to  be  interpreted  as  dis- 
inclination, "to  approve  justifiably  lower  rate  levels,  but  is  based 
upon  the  continuance  of  premature  reductions  confined  to  cer- 
tain rates,  the  outcome  of  which  is  to  unduly  prejudice  iron  and 
steel  manufacturers  located  on  the  lake  front,  to  the  advantage 
of  competing  interior  furnaces." 


COAL   PRODUCTION   REPORT 

The  Traffic   World   Washington  Bureau 

"Production  of  soft  coal  recovered  appreciably  during  the 
first  week  of  1922,"  the  Geological  Survey  said  in  its  current 
coal  report.  "It  is  difficult  to  interpret  the  total  output  of 
7,460,000  net  tons  because  the  New  Year  holiday  was  observed 
in  some  districts,  but  not  in  all.  The  average  production  per 
working  day  was  apparently  1,437,000  net  tons,  as  against  1,199,- 
000  in  Christmas  week. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  of  soft  coal  loaded 
on  each  day  of  New  Year's  week:  New  Year's  holiday,  4,880; 
Tuesday,  January  3,  27,703;  Wednesday,  January  4,  27,945; 
Thursday,  January  5,  27,724;  Friday,  January  6,  28,790;  Satur- 
day, January  7,  19,953. 

"The  preliminary  telegraphic  returns  indicate  that  on  Mon- 
day, January  9,  27,700  cars  were  loaded,  and  on  Tuesday,  28,200. 
The  total  for  the  two  days — 55,900  cars — was  the  largest  of  any 
week  since  November  26. 

"The  all-rail  movement  to  New  England  declined  in  the 
first  week  of  the  new  year,  and  was  less  even  than  in  Christ- 
mas week.  Through  the  six  principal  gateways  over  the  Hudson 
1,644  cars  of  anthracite  and  1,953  cars  of  bituminous  coal  were 
forwarded.  Comparison  iwlth  the  preceding  ?week  shows  a 
decrease  of  292  and  425  cars,  respectively. 

"According  to  the  Massachusetts  Fuel  Administration,  there 
was  a  gradual  decline  in  the  quantity  of  coal  received  in  New 
England  during  the  last  three  months  of  1921.  Anthracite  re- 
ceipts during  the  year  totaled  approximately  11,358,000  net  tons 
and  were  greater  than  in  any  recent  year,  except  1918,  in  which 
year  the  distribution  of  anthracite  was  diverted  from  customary 
channels  by  the  Fuel  Administration.  Receipts  of  bituminous 
coal,  however,  fell  off  sharply,  and  the  total — 17,186,000  tons- 
was  5  million  tons  less  than  In  1920,  10  million  tons  less  than 
In  1918,  and  was  even  a  million  tons  behind  1919.  Of  the  total 


bituminous  receipts,  8,824,000  tons  were  shipped  by  tide  and 
8,362,000  tons  by  rail. 

"The  beginning  of  the  new  year  witnessed  no  improvement 
in  the  tidewater  business  at  Hampton  Roads.  A  total  of  220,748 
net  tons  was  handled  in  the  week  ended  January  7,  against 
199,125  during  Christmas  week,  and  270,422  tons  in  the  week 
of  December  24.  Exports  seem  to  have  found  a  level  at  about 
18,000  tons  a  week. 

"The  movement  of  bituminous  coal  through  north  Atlantic 
ports  continued  to  decline  in  December.  A  total  of  2,445,000 
net  tons  was  dumped,  as  against  2,554,000  in  November,  and 
2,812,000  in  October.  The  decrease  in  comparison  with  Novem- 
ber was  confined  to  New  England  cargo  coal,  exports,  and  'other 
tonnage.'  Coal  for  bunker  fuel  increased  slightly. 

"The  tidewater  bituminous  coal  trade  of  1921  was  abnormal 
both  as  regards  the  total  tonnage  handled  and  the  distribution 
of  that  tonnage  by  ports  and  by  destinations.  The  total  dumped 
during  the  year  is  reported  at  37,323,000  net  tons,  16,000,000 
tons  less  than  in  1920.  In  fact,  the  total  was  almost  identical 
with  that  for  1919,  itself  an  abnormal  year.  The  depression  in 
the  coal  trade  was  felt  more  acutely  at  New  York  and  Phila- 
delphia than  at  Baltimore  and  Hampton  Roads.  At  the  last  two 
ports  the  year's  business  exceeded  1919  and  nearly  equaled  1918. 

"The  greatest  shift  in  the  distribution  of  the  coal  handled 
by  destination  in  comparison  with  1920  was  a  decrease  in  the 
movement  to  New  England  and  a  precipitate  drop  in  exports. 
In  comparison  with  either  1918  or  1919,  however,  exports  showed 
an  increase." 


COMMISSION    ORDERS 

On  request  of  complainants  the  Commission  has  dismissed 
the  following  complaints:  Nos.  lb^26,  Dunbar  Molasses  &  Syrup 
Co.  vs.  Director-General,  G.  H.  &  S.  A.  et  al.;  13134,  Interna- 
tional Harvester  Co.  et  al.  vs.  Director-General,  C.  &  N.  W.  et 
al.;  13075,  Indiahoma  Refining  Co.  vs.  Director-General,  St.  L.- 
S.  P.  et  al.;  13210,  The  State  Highway  Department  of  Texas  vs. 
Director-General;  12655,  Fitger  Brewing  Co.  vs.  Northern  Pa- 
cific and  Director-General;  13127,  Gaston,  Williams  &  Wigmore, 
Inc.,  vs.  Director-General;  12989,  Barnett-Fischer  Coal  &  Mining 
Co.  vs.  Marion  &  Eastern  et  al.;  13175,  Haywood-Wakefield  Co. 
vs.  C.  C.  C.  &  St.  L.  et  al.;  and  12947,  Florida  Citrus  Exchange 
vs.  Director-General,  and  A.  C.  L. 

The  complaint  in  No.  12172,  The  Lodwick  Lumber  Co.  et  al. 
vs.  A.  T.  &  S.  F.  et  al.,  has  been  satisfied  and  dismissed. 

On  petition  of  complainants  the  Commission  has  reopened 
for  further  argument  No.  11304,  American  Smelting  &  Refining 
Co.  et  al.  vs.  Director-General  et  al. 

The  Green  Bay  Association  of  Commerce  and  the  Manitowoc 
Chamber  of  Commerce  have  been  permitted  to  intervene  in  No. 
13313,  Michigan  Traffic  League  vs.  Ann  Arbor  et  al. 

Armour  &  Company  has  been  permitted  to  intervene  in  No. 
13239,  Swift  &  Co.  vs.  Director-General. 

The  Chicago  Fire  Brick  Co.,  Chicago  Sewer  Pipe  Co.,  and 
Indiana  Sewer  Pipe  Co.  have  been  permitted  to  intervene  in  No. 
13244,  William  E.  Dee  Clay  Manufacturing  Co.  et  al.  vs.  B.  &  0. 
et  al. 

The  Lansing  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  13204,  Kellogg  Toasted  Corn  Flakes  Co.  vs.  Ann. 
Arbor  et  al. 

The  Indiana  Coal  Trade  Bureau  and  the  Knox  County  Coal 
Operators'  Association  have  been  permitted  to  intervene  in  No. 
13173,  Milwaukee  Association  of  Commerce  vs.  C.  M.  &  St.  P.  et  al. 

The  Galveston  Commercial  Association  has  been  permitted 
to  intervene  in  No.  13290,  the  Secretary  of  War,  operating  Missis- 
sippi-Warrior Service,  vs.  Aberdeen  &  Rockfish  et  al. 

The  Little  Rock  Grain  Exchange  has  been  permitted  to  inter- 
vene in  No.  13215,  Arkansas  Jobbers'  &  Manufacturers'  Associa- 
tion vs.  C.  R.  I.  &  P.  et  al. 

The  town  of  Buena  Vista  (Colo.)  has  been  permitted  to  in- 
tervene in  Finance  Docket  1572,  in  the  matter  of  application  of 
the  Colorado  &  Southern  Railway  Co.  for  a  certificate  of  public 
convenience  and  necessity  authorizing  the  abandonment  of  its 
Buena  Vista  Romley  line  of  railroad. 

The  complaint  in  No.  13387,  Missouri  Portland  Cement  Co. 
et  al.  vs.  A.  T.  &  S.  F.  et  al.,  has  been  amended  by  making  the 
St.  Louis-San  Francisco  Railway  and  other  carriers  additional 
parties  defendant. 

The  orders  entered  in  No.  10867,  Chamber  of  Commerce  of 
Montgomery,  Ala.,  et  al.  vs.  Director-General,  Atlanta  &  West 
Point  et  al.,  No.  10890,  Dothan  Chamber  of  Commerce  et  al. 
vs.  same,  and  fourth  section  order  No.  7846,  corn  syrup  or  glu- 
cose to  Birmingham  and  Montgomery,  Ala.,  have  been  further 
modified  so  as  to  become  effective  April  1  instead  of  January  31. 


PETITIONS   FOR   FURTHER   HEARING,   ETC. 

The  Director-General  has  asked  a  further  hearing  in  No. 
11912,  Great  Northern  Smelting  &  Refining  Co.  vs.  Director- 
General  et  al. 

Complainant  in  Nos.  11619,  Acme  Cement  Plaster  Co.  vs.  St. 
L.-S.  F.  and  Director-General,  11621.  Same  vs.  Pere  Marquette, 
Director-General  et  al.,  and  11621  (Sub.  No.  1),  Same  vs.  Same, 
has  asked  for  a  rehearing  of  these  cases  and  to  have  them  heard 
and  passed  upon  by  the  full  Commission. 
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THE  KANSAS  CITY  SOUTHERN 

RAIL  WA  Y 

A  great  western  trunk  line  extending  from  Kansas  City,  Mo,,  to  Port 
Arthur,  Texas,  the  nearest  outlet  for  export  to  all  parts  of  the   world. 

The  Kansas  Citi/  Southern  Railwai/  has  103  miles  of  track  in 
Kansas  City  and.  has  direct  physical  connection  with  every  rail- 
road entering  the  citi/.  On  these  tracks  are  located  more  than 
120  industries,  among  them  some  of  the  largest  in  the  city.  It 
hns  42  team  tracks  with  a  capacity  of  289  cars. 

Aloinj  thftr  tracks  an-  mntnj  fine  factory  Iwatiunx.  both  Innji-  mul  small, 
situated  in  Kansas  Citi/.  Kansas,  the  West  Bottoms,  East  Bottoms, 
lilne  I'alli-i/  District  ami  other  districts  of  Kansas  City.  Missouri. 

The  management  of  the  railway  trill  at  all  times  be  pleased  to  assist  in  finding 
snitahlr  industrial  locations.  All  inquiries  trill  prompt  attention. 


100  A-l  Steel      "PLI    A    \JU  £<  f^  f\       T    ¥TVT¥7C        Fortnightly 
Steamers          ill  A  f?  3  \>S  \J       MJ J,IH  Hi  S          Sailings 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  Mrvtc.  from  NEW  YORK,  BOSTON  and  BALTIMORE 


AROUND  AMERICA  CRUISE 

NEW  YORK  to  PACIFIC  COAST  PORTS  via  Havana  and  Panama  Canal 

Ruth  Alexander,  8,500  D.W.T.,  Feb.  16 

Pau«nt*r  and  Freight — Booking*,  Space  and  Particular!  on  request 


Through  Btl\t-ol -Lading  to  Hawaiian  titandi  and  the  Far  East 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Own.rt  and  Operator*  U.  S.  Shipping  Board  Ship* 

134  South  Fourth  Street.  Philadelphia  111  Summer  Street,  Boston  601   Beuemer  Building,  Pittsburgh 

M  Exchange  Street,  Portland  11  Moore  Street,  New  York  City  112  West  Adam*  Street,  Chicago 

503  Keyser  Building,  Baltimore 

ADMIRAL  LINE.  Pacific  Coast  Ports 
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INTERLOCKING  DIRECTORATES 

Tht  Traffic  World  Washington  Bureau 

Various  officers  of  the  Cincinnati,  Lebanon  &  Northern 
Railway,  Grand  Rapids  &  Indiana  Railway,  New  York,  Phila- 
delphia &  Norfolk  Railway,  the  Pennsylvania  Railroad  Com- 
pany Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Railroad  and 
other  roads  have  been  authorized  to  retain  their  positions  with 
those  and  other  lines. 

Charles  E.  Ingersoll  has  been  authorized  to  hold  the  posi- 
tions of  director  of  the  Pennsylvania  Railroad  Company,  the 
Pennsylvania  Company,  the  Philadelphia,  Baltimore  &  Wash 
ington  Railroad  and  president  of  the  North  Pennsylvania  Rail- 
road and  either  tthe  position  of  (a)  director  of  the  Missouri 
Pacific  Railroad  or  (b)  president  of  the  Midland  Valley  Rail- 

Elisha  Walker  has'  been  authorized  to  hold  the  positions 
of  director  of  the  Carolina,  Clinchfleld  &  Ohio  and  director 
and  member  of  executive  committee  of  the  New  Orleans,  Texas 
&  Mexico  Railway. 

John  B.  Dennis  has  been  permitted  to  retain  his  position 
with  the  Carolina,  Clinchfield  &  Ohio  Railway,  Western  Pacific 
Railroad,  Pittsburgh  &  West  Virginia  Railway,  Denver  &  Rio 
Grande  Western  Railroad  and  West  Side  Belt  Railway. 

The  firm  of  Hornblower,  Miller  &  Garrison  has  been  au- 
thorized to  hold  the  position  of  general  counsel  of  the  Rio 
Grande  Junction  Railway  in  addition  to  positions  previously 
announced. 

The  Commission  has  authorized  J.  C.  Poe  to  continue  as 
superintendent  of  the,  Kinston-Carolina  Railroad  and  the  Caro- 
lina Railroad. 

The  Commission  has  authorized  officers  of  the  North  Penn- 
sylvania Railroad  and  Delaware  and  Bound  Brook  Railroad  to 
retain  their  positions;,  officers  of  the  Pittsburgh,  Allegheny  & 
McKees  Rocks  Railroad  and  Chicago  &  Calumet  River  Rail- 
road to  hold  their  positions;  officers  of  the  Green  Bay  &  West- 
ern Railway,  Kewaunee,  Green  Bay  &  Western  Railroad,  Ahna- 
pee  &  Western  Railway,  Delaware,  Lackawanna  &  Western 
Railroad  and  other  lines  to  retain  positions  with  those  lines; 
officers  of  the  Ashley  Drew  &  Northern  Railway  and  Fordyce 
&  Princeton  Railroad  to  retain  their  positions  with  those  roads ; 
officers  of  the  Wichita  Falls  &  Southern  Railroad  Company 
and  the  Wichita  Falls  &  Southern  Railway  Company  to  hold 
their  present  positions;  and  officers  of  the  Groveton,  Lufkin  & 
Northern  Railway,  Minneapolis  &  Rainy  River  Railway  and 
Tremont  &  Gulf  Railway  to  retain  their  positions  with  those 
roads. 

Albert  H.  Harris  and  Theodore  W.  Reath  have  been  author- 
ized to  retain  their  positions  with  the  Central  Railroad  Company 
of  New  Jersey,  New  York  &  Long  Branch  Railroad,  Dover  & 
Rockaway  Railroad,  Raritan  River  Railroad,  and  Easton  & 
Western  Railroad,  in  addition  to  positions  previously  authorized. 

Charles  E.  Ingersoll  has  been  permitted  to  hold  his  positions 
with  the  Pennsylvania  Railroad  Company,  Pennsylvania  Com- 
pany, Philadelphia,  Baltimore  &  Washington  Railroad,  Missouri 
Pacific  Railroad,  North  Pennsylvania  Railroad  and  Midland  Val- 
ley Railroad. 

C.  S.  W.  Packard  has  been  authorized  to  hold  the  position 
of  director  in  the  Central  Railroad  Company  of  New  Jersey, 
Lehigh  Coal  &  Navbigation  Company  and  Nesquehoning  Valley 
Railroad. 

Officers  of  the  Union  Pacific  Railroad,  Oregon  Short  Line 
Railroad,  Chicago,  St  Paul,  Minneapolis  &  Omaha  Railway,  Chi- 
cago &  North  Western  Railway  and  other  roads  have  been 
authorized  to  retain  their  positions  with  those  and  other  lines. 

RATES  OF  DEPRECIATION 

The  Tragic  World  Washington  Bureau 

Argument  was  heard  by  Division  4  of  the  Commission  this 
week,  in  No.  13135,  Washington  Railway  &  Electric  Co.,  Ex- 
clusive Jurisdiction  Electric  Railroad  Depreciation.  The  pro- 
ceeding was  instituted  by  the  Commission  on  its  own  motion,  to 
determine  whether  the  carrier,  a  street  railway  in  Washington, 
D.  C.,  and  extending  into  Maryland,  Is  subject  to  the  Commis- 
sion in  the  matter  of  rates  of  depreciation  under  paragraph  (6) 
of  section  20  of  the  interstate  commerce  act.  The  National  Asso- 
ciation of  Railway  and  Utilities  Commissioners  took  part  in  the 
argument,  being  represented  by  Carl  D.  Jackson,  president,  of 
the  Wisconsin  commission,  and  John  E.  Benton,  general  solicitor. 
In  a  bulletin  to  members  relative  to  the  case,  Mr.  Benton  said: 

The  proceeding  arose  in  this  manner:  The  Public  Utilities 
Commission  of  the  District  of  Columbia  prescribed  tentatively 
rates  of  depreciation  applicable  to  street  railway  property,  and  set 
a  hearing  upon  the  same.  The  carrier  objected  to  the  jurisdiction 
of  the  local  commission,  and  claimed  that  the  amendment  to  said 
paragraph  (5)  had  operated  to  give  to  the  federal  commission 
exclusive  jurisdiction  over  rates  of  depreciation  as  to  Interstate 
carriers.  It  appears  to  have  been  agreed  to  submit  to  the  Inter- 
state Commerce  Commission  the  question  whether  the  railway 
company  mentioned  and  the  Chesapeake  and  Potomac  Telephone 
Company  are  carriers  of  that  character.  In  answer,  Chairman 
McChord  wrote  a  letter  Indicating  that  the  telephone  company, 
being  engaged  in  the  transmission  of  interstate  messages,  un- 
doubtedly is  such  a  carrier,  but  that,  there  being  doubt  as  to  the 


status   of    the    railway    company,    a   hearing    had    been    ordered    upon 
that    question. 

Upon  the  argument,  representatives  of  the  railway  claimed 
that  the  railway  is  subject  to  the  jurisdiction  of  the  federal  com- 
mission, and  that  the  rates  of  depreciation,  when  prescribed  by  it, 
must  be  observed  by  the  carrier,  not  only  to  that  portion  of  its 
property  which  is  devoted  to  interstate  operations,  but  as  to  all 
of  its  street  railway  property.  Representatives  of  the  local  Public 
Utilities  Commission  confined  their  argument  to  the  proposition 
that  the  street  railway  company  is  not  within  the  jurisdiction  of 
the  Interstate  Commerce  Commission,  under  the  ruling  of  the 
United  States  Supreme  Court  in  the  Omaha  cuse.  President  Jack- 
son emphasized  the  importance  of  the  question  of  depreciation, 
and  of  rules  prescribing  percentages  to  be  set  aside  as  reserves, 
and  expressed  the  hope  that  the  Interstate  Commerce  Commission 
would  not  attempt  to  perform  its  duty  under  the  act  in  question 
until  it  had  made  a  nation-wide  study,  and  had  availed  itself  of 
such  aid  as  could  be  given  to  It  by  the  several  state  commissions. 
Furthermore,  it  was  argued  by  him  and  by  the  general  solicitor 
that  under  the  rule  in  the  Omaha  case  the  street  railway  in 
question  is  not  subject  to  the  jurisdiction  of  the  commission;  that 
the  pending  proceeding,  in  any  event,  should  be  dismissed  without 
action,  for  the  reason  that  its  sole  purpose  appears  to  be  to 
enable  the  commission  to  advise  the  local  Public  Utilities  Com- 
mission and  the  carrier  in  question  as  to  their  legal  rights. 

NO  GUARANTY  FOR  REFRIGERATOR  CO. 

The  Traffic   World   Washington  Bureau 

Following  its  report  issued  October  31,  1921,  in  which  it 
held  that  the  Chicago,  New  York  &  Boston  Refrigerator  Co.  was 
not  entitled  to  a  partial  payment  under  the  guaranty  for  the 
six  months  following  federal  control  because  it  was  not  a  car- 
rier by  railroad  within  the  meaning  of  the  guaranty  section  of 
the  transportation  act,  the  Commission  has  dismissed  an  appli- 
cation of  the  company  for  a  final  settlement  under  the  guaranty 
on  the  same  ground. 

"The  business  in  which  it  is  engaged,"  the  Commission  said 
in  referring  to  the  company,  "is  that  of  leasing  to  rail  carriers 
refrigerator  cars  under  terms  and  conditions  whereby  it  solicits 
the  traffic  that  moves  in  its  cars,  assists  in  loading  and  super- 
vises the  icing  of  such  cars  and  in  other  respects  aids  the  rail 
carrier  in  the  hauling  of  the  commodities  requiring  refrigerator 
service,  which  are  transported  in  those  cars." 

The  Commission  said  it  had  discovered  no  reason  for  modi- 
fying the  statement  of  facts  contained  in  the  former  report  and 
that  "further  consideration  in  the  light  of  the  present  applica- 
tion strengthens  our  conviction  that'  the  conclusion  we  stated 
in  the  former  report  is  sound." 


EQUIPMENT  CERTIFICATE  SALES 

The  Director-General  has  announced  that  he  has,  with  the 
consent  of  the  President,  confirmed  additional  sales,  at  par  plus 
accrued  interest,  of  $6,768,400  of  railroad  equipment  trust  cer- 
tificates held  by  the  government,  as  follows:  To  Salomon  Broth- 
ers &  Hutzler  and  Kidder,  Peabody  &  Co.  of  New  York:  At- 
lantic Coast  Line,  1925-1928,  incl.,  $1,701,200;  to  Cassatt  &  Co. 
of  Philadelphia:  Monongahela  Railway  Company,  1928-1935,  incl., 
$263,200;  to  Kuhn,  Loeb  &  Co.  of  New  York:  Pennsylvania  Rail- 
road Company,  1923,  $3,894,000;  to  Freeman  &  Co.  of  New  York: 
Colorado  &  Southern  Railway  Company,  1923-1935,  incl.,  $910,000. 
The  sales  were  arranged  by  Eugene  Meyer,  Jr.,  managing  director 
of  the  War  Finance  Corporation.  The  total  amount  of  equip- 
ment trust  certificates  sold  by  the  government  to  date,  at  par 
plus  accrued  interest,  is  $147,391,400.  The  figures  given  in  the 
last  announcement,  plus  the  sales  given  above,  aggregate  $142,- 
401,100,  the  difference  being  due  to  the  advance  payment  of 
January  15,  1922,  maturities  by  certain  roads  since  the  date  of 
the  last  announcement. 

Additional  sales  of  $4,208,400  of  railroad  equipment  trust 
certificates  were  announced  by  the  Director-General  January  17, 
bringing  the  total  sales  to  date  to  $164,226,100.  The  sales  were 
as  follows:  To  Poe  and  Davies,  Baltimore,  Indiana  Harbor  Belt 
R.  R.,  1928-1935,  incl.  $314,400;  to  Continental  &  Commercial 
Trust  and  Savings  Bank,  Chicago,  Pennsylvania  Railroad,  1927, 
$3,894,000. 

The  Director-General  of  Railroads  has  announced  additional 
sales,  at  par  plus  accrued  interest,  of  railroad  equipment  trust 
certificates  now  held  by  the  government,  as  follows:  To  Dillon, 
Read  &  Company,  New  York,  Buffalo,  Rochester  &  Pittsburgh, 
1925-1927,  inclusive,  $400,800;  to  Cassatt  and  Company,  Phila- 
delphia, Virginia  Railway,  1923-1927,  inclusive,  $543,500;  to  Free- 
man and  Company,  New  York,  Pennsylvania  Railroad,  1925, 
$3,894,000;  to  Kuhn,  Loeb  &  Company,  New  York,  Pennsylva- 
nia Railroad,  1924  and  1926,  $7,788,000;  total  amount  of  these 
sales  is  $12,626,300. 

The  sales  were  arranged  by  Eugene  Meyer,  Jr.,  managing 
director  of  the  war  finance  committee.  The  total  amount  of 
equipment  trust  certificates  sold  by  the  government  to  date,  at 
par  plus  accrued  interest,  is  $160,017,700. 

MIDLAND  VALLEY   BONDS 

The  Midland  Valley  Railroad  Co.,  has  been  authorized  by  the 
Commission  to  issue  $363,000  of  first  mortgage  5  per  cent  gold 
bonds,  to  sell  them  at  not  less  than  75  per  cent  of  par,  or  to 
pledge  and  repledge  them  as  collateral  security  for  short-term 
notes.  The  bonds  will  cover  expenditures  made  for  capital  pur- 
poses. 
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The  Leading  Port  on  Puget  Sound 

The  efficiency  of  an  ocean  terminal  is  best  proven  by 
the  satisfaction  of  the  steamship  operators  and  shippers 
who  use  its  facilities.  In  less  than  a  year  since  PIER 
ONE  began  operations  TACOMA  has  become  the  leading 
Port  on  Puget  Sound  according  to  government  statistics, 
and  the  future  is  the  brightest  in  her  history. 

Under  all  conditions  we  give  Service. 

PORT  OF  TACOMA 

612  Tacoma  Bldg. 
Tacoma,  Washington 


Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIBECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Log  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  .sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Writ*  for  IlluilrfltJ  Book,  Port   Mmot  mnj  Harbor  Information 

Board    of    Harbor    Commissioners 

EDGAR  McKEE.  President 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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CAR  SURPLUS  AND  SHORTAGE 

Tht  Traffic  World  Washington  Bureau 

The  average  dally  number  of  surplus  freight  cars  in  good 
order  was  493,357  in  the  period  January  1-8,  as  against  470,516 
In  the  period  December  23-31,  according  to  the  weekly  report  of 
the  car  service  division  of  the  American  Railway  Association. 
The  average  daily  shortage  dropped  to  219  cars. 

The  surplus  was  made  up  as  follows:  Box,  188,785;  venti- 
lated box,  7,672;  auto  and  furniture,  12,472;  total  box,  208,929; 
flat,  14,044;  gondola,  141,003;  hopper,  78,441;  total  all  coal,  219,- 
444;  coke,  5,111;  S.  D.  stock,  22,545;  D.  D.  stock,  2,372;  refrige- 
rator, 13,115;  tank,  608;  miscellaneous,  7,189;  total,  493,357. 

The  shortage  was  made  up  of  13  box,  6  flat,  20  gondola,  25 
hopper  and  155  refrigerator  cars. 


advised  him  that  the  embargo  might  be  lifted  at  any  moment, 
at  least  so  far  as  these  particular  cars  were  concerned.  After  be- 
ing lifted,  on  January  7,  the  embargo  was  re-established  on 
January  9,  while  two  cars  were  still  to  be  forwarded,  and  not 
again  lifted  until  January  13,  he  said. 

Royal  McKenna,  appearing  for  the  Director-General  put  in 
no  testimony.  He  relied  on  Mr.  Penney's  admission  that  the 
carrier  had  not  been  asked  to  remove  the  empty  cars,  and  on  ob- 
jections as  to  the  competency  of  the  testimony  with  regard  to 
the  paying  and  hearing  of  the  charges  in  question.  Nuel  D.  Bel- 
nap  argued  the  complainant's  case  before  the  examiner,  citing  a 
decision  of  the  Supreme  Court  of  Wisconsin  to  the  effect  rhat 
cars  held  up  by  an  embargo  were  not,  in  fact,  in  transportation 
service  and  ought  not  to  be  burdened  with  demurrage  charges. 


RAILROAD   CLAIM   DENIED 

The  Traffic  World  Washington  Bureau 

The  Commission  has  denied  a  claim  of  the  Dayton,  Toledo  & 
Chicago  Railway  Co.,  made  by  W.  H.  Ogborn,  receiver,  for  $94,- 
523  under  the  guaranty  provisions  of  the  transportation  act  for 
the  six  months  following  federal  control. 

"The  carrier  purchased  the  property,  which  it  is  now  operat- 
ing, on  January  1,  1918,"  the  Commission  said.  "It  was  operated 
by  and  as  a  part  of  the  Cincinnati,  Hamilton  &  Dayton  Railway 
during  the  test  period,  and  has  been  operated  since  that  date 
under  the  corporate  name  of  the  Dayton,  Toledo  &  Chicago  Rail- 
way Co.  * 

"The  test  period  accounts  of  the  Cincinnati,  Hamilton  &  Day- 
ton were  so  kept  that  it  has  been  found  impracticable,  without 
resort  to  arbitrary  and  unsupported  assumptions,  to  make  a  segre- 
gation of  'the  result  of  operations  during  the  test  period  of  the 
particular  property  operated  by  the  carrier  during  the  guaranty 
period.  The  carrier's  line  was  under  federal  control  from  Janu- 
ary 1  to  June  30,  inclusive,  1918,  and  was  privately  operated  dur- 
ing the  remainder  of  the  federal  control  period.  The  carrier  had 
no  contract  for  compensation  from  the  government,  nor  has  the 
President  estimated  any  amount  as  just  compensation.  The  neces- 
sary measure  of  the  guaranty  to  the  carrier  is  therefore  lacking, 
and  it  is  held  not  to  be  subject  to  the  provisions  of  section  209. 
It  is  necessary  to  deny  the  claim,  and  an  appropriate  order  will 
accordingly  be  issued." 


C.,  M.  &  ST.  P.  LOAN 

The  Commission  made  public  January  18  an  order  granting 
a  loan  of  $25,000,000  to  the  Chicago,  Milwaukee  &  St.  Paul  which 
applied  for  a  loan  of  $25,340,000.  The  order  showed  that  the 
case  was  submitted  January  13  and  the  loan  approved  January 
14.  The  company  asked  that  the  loan  run  for  10  years  but  under 
the  Commission's  order  it  will  become  due  in  five  years  from 
March  1,  1922. 

The  Chicago,  Milwaukee  &  St.  Paul  had  applied  to  the  Com- 
mission for  a  loan  of  $25.340,000  for  ten  years  to  pay  off  a  note 
to  the  United  States  for  a  like  amount  maturing  March  1,  1922. 
The  loan  which  becomes  due  March  1  was  made  January  3, 
1921,  to  enable  the  company  to  pay  off  $25,340,000  of  Chicago 
&  Pacific  Western  Division  mortgage  bonds. 

The  company  said  it  asked  for  the  new  loan  because  it 
could  be  obtained  from  the  government  at  a  substantially  less 
rate  of  interest  than  it  could  be  through  bankers  and  that  the 
term  of  ten  years  would  greatly  benefit  the  company  in  its 
subsequent  financing. 

.  According  to  the  application,  the  company  took  up  with 
Kuhn,  Loeb  &  Co.,  the  National  City  Co.  and  Blair  &  Co.,  the 
question  of  floating  a  bond  issue  to  raise  funds  to  meet  the  loan 
and  were  advised  in  effect  to  seek  a  renewal  of  the  loan  from 
the  government  because  conditions  were  not  favorable  to  the 
marketing  of  such  a  large  issue  of  bonds  by  the  C.,  M.  &  St.  P. 
"It  is  obvious  that  the  cost,  of  public  financing  at  this  time 
must  be  substantially  in  excess  of  the  rate  (6  per  cent)  now 
charged  by  the  government  on  the  present  loan,"  Kuhn,  Loeb 
&  Co.,  and  the  National  City  Co.  advised  the  company  under 
date  of  December  15,  1921. 


DEMURRAGE  ON  EMBARGOED  CARS 

Reparation  of  $133  was  sought  by  complainants  in  No.  13132, 
Brennan  Packing  Co.  vs.  Director-General  and  Chicago  Junction, 
hearing  on  which  was  held  before  Examiner  Keeler  in  Chicago, 
January  19.  This  amount,  Fred  B.  Penney,  office  manager  of  the 
complaining  company,  alleged,  was  collected  by  the  Chicago 
Junction  for  the  Director-General  as  demurrage  on  9  cars  de- 
livered to  his  company  for  loading  on  December  31,  1918,  and 
January  2,  1919,  and  held  up  on  account  of  an  embargo  to  east- 
ern points,  which  went  into  effect  at  noon  on  January  3,  1919. 
Mr.  Penney  said  that,  owing  to  its  inability  to  ship  these  cars 
out,  his  company  was  obliged  to  shut  down  entirely  for  four 
days,  because  the  entire  output  of  the  packing  plant  at  the  time 
was  contracted  for  by  the  British  government,  to  whom  the  nine 
cars  were  consigned  at  New  York.  He  said  he  had  informed  the 
railroad  company  that  such  was  the  case,  and  it  in  turn  had 


SPRINGFIELD   TERMINAL    STOCK 

The  Springfield  Terminal  Railway  Co.,  has  been  authorized 
by  the  Commission  to  issue  $21,700  of  capital  stock  and  sell  it  at 
not  less  than  par,  the  proceeds  to  be  used  for  construction  pur- 
poses. The  company  asked  for  authority  to  issue  $37,500  of 
stock,  but  in  support  of  the  application,  the  Commission  said,  it 
showed  a  proposed  capital  expenditure  of  only  $21,727.71,  based 
on  an  estimate  by  its  engineers  of  the  cost  of  constructing  a  side 
track  to  serve  the  Bissell  Coal  Co.,  at  Bissell,  111. 


TO  INVESTIGATE  FREIGHT  BUREAU 
In  response  to  the  resolution  adopted  by  the  Senate  asking 
for  a  report  on  the  Transcontinental  Freight  Bureau,  the  Com- 
mission has  instituted  an  investigation  by  an  order  in  No.  13425. 
The  order  provides  that  the  investigation  "shall  be  conducted  by 
means  of  hearings  or  otherwise  in  such  manner  as  may  be  here- 
after determined."  The  resolution  was  offered  by  Senator  Pitt- 
man, of  Nevada,  who  said  after  the  resolution  had  been  adopted 
that  he  suspected  that  the  Bureau  was  a  "tool"  of  the  railroads. 


Digest  of  New  Complaints 

. • 

No.  13414.    Arlington  Silver  Mining  Co.,  Spokane,  Wash.,  vs.  Director 
General,  as  agent,  and  Great  Northern. 

Unjust,  unreasonable  and  discriminatory  rates  on  ore  from 
Okanogan.  Wash.,  to  Tacoma,  Wash.  Asks  reparation. 

No.   13415.     Northwestern  Pennsylvania  Coal  Operators'   Assn.,   Pitts- 
burgh, Pa.,  vs.  Bessemer  &  Lake  Brie  et  al. 

Unreasonable  and  preferential  rates  on  coal  from  mines  located 
on  Bessemer  &  Lake  Erie  and  Western  Allegheny  to  normal  mar- 
kets in  New  England  located  on  Boston  &  Maine  'and  New  Haven 
because  they  exceed  rates  on  coal  from  mines  located  in  same 
district  on  B.  &  O.  and  Pennsylvania,  to  stations  in  New  England 
on  New  Haven  and  Boston  &  Maine.  Asks  cease  and  desist  order 
and  just  and  reasonable  rates. 

No.  13416.    The  Wichita  (Kan.)  Board  of  Commerce  vs.  Santa  Fe  et  al. 
Unjust,   unreasonable,   unduly  prejudicial   and   preferential   rates 
on  live  stock  from  all  stations  in  Colorado  on  defendants'  lines  to 
Wichita,  Kan.     Asks  cease  and  desist  order  and  just  and  reason- 
able rates. 

No.   13417.     George  W.   Pittman   Co.   et  al.,   Waco,   Tex.,  vs.   Director 
General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  preferential 
rates,  as  well  as  in  violation  of  fourth  section,  on  wooden  handles 
from  Waco,  Tex.,  to  Canton,  O.,  and  Pittsburgh,  Pa.,  in  1918. 
Asks  reparation. 

No.    13418.     Houston    Cotton    Exchange    and    Board   of   Trade    et   al., 
Houston,  Tex.,  vs.  Arcade  &  Attica  et  al. 

Unjust  and  unreasonable  rates  on  cotton  and  cotton  linters  from 
various  stations  in  the  state  of  Oklahoma  to  various  destina- 
tions in  the  northeastern  portion  of  the  United  States  and 
eastern  Canada  via  port  of  Galveston  and  other  Texas  ports  by 
reason  of  failure  of  defendants  to  provide  joint  through  com- 
modity rates  applying  via  rail  to  Texas  ports  and  via  water  to 
north  Atlantic  ports,  and  via  rail  or  water  or  rail  and  water  from 
such  ports.  Ask  cease  and  desist  order  and  just  and  reasonable 
through  joint  rates. 

No.    13419.     Atlantic   City   R.   R.   Co.   vs.   Wildwood   &   Delaware   Bay 
Short  Line. 

Unjust,  unreasonable  and  inequitable  division  of  point  rates, 
fares  and  charges.  Asks  just,  reasonable  and  equitable  division. 

No.   13420.     The  Colorado   Culvert   and   Flume   Co.,   Pueblo,   Colo.,   vs. 
Santa  Fe  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  straight  or  corrugated  riveted  sheet  iron  or  steel 
pipe,  16-gauge  or  thicker,  between  Pueblo,  Colo.,  and  points  on 
lines  of  defendants  in  western  territory.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.   13422.     Northern  Indiana  S'and  and  Gravel  Co.,  Wolcottville.   Ind.. 
vs.  Santa  Fe  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  and  unduly 
prejudicial  and  preferential  rates  on  sand  and  gravel  from  Wol- 
cottville, Ind..  to  points  in  the  Chicago  switching  district.  Asks 
for  just,  reasonable  and  non-discriminatory  rates  and  reparation. 

No.  13423.    The  American  Agricultural  Chemical  Co.  et  al.,  New  York, 
N.  Y..  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  pyrites  and  other  materials 
from  points  on  the  Richmond,  Fredericksburp  &  Potomac  to  Alex- 
andria, Va..  and  on  manufactured  fertilizers  from  Alexandria  to 
points  on  the  R.  F.  &  P.  because  of  a  charge  over  the  through 
rates  which  was  made  for  services  between  Potomac  Yards  and 
Alexandria.  Asks  reparation. 

No.  13424.    Tulare  Mining  Co.,  San  Francisco,  Calif.,  vs.  Director  Gen- 
eral, as  agent,  Sou.  Pac. 

Unjust  and  unreasonable  rates  on  crude  magnesite  from  Mag- 
nesite.  Calif.,  to  Porterville,  Calif.  Asks  Just  and  reasonable  rates 
and  reparation. 

No.   13426.     Guggenheim  Bros.,   Chicago,  111.,  vs.   Director  General,   as 
agent,  Lehigh  Valley  et  al. 

Unjust  and  unreasonable  rates  on  beef  hams,  salted,  from  Chi- 
cago to  Philadelphia  and  Allentown,  Pa.  Asks  reparation. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Broken,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branch*,  in  all   Principal  Citie*  in  th*  Republic  of  Mrnco 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  care  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


AuToMATic 


TARIFF  FILES 


Read  the  I.  C.  C.  No.  ... 

or  the  whole  first  form        -  -  *• 
of  each  tariff  or  sup- 
plement without  re- 
moval from   the  files. 


,x 


Convenience  -  -  Accuracy  -  -  Speed 

Tariff*  and  aupptemenu  are  eadly  arranged  and  quickly  referred 
to.  The  1  C.  C.  number*  or  the  whole  first  form  may  be  read  without 
removal  from  the  file.  The  fimoi-t  AUTOMATIC  V  EXPANSION 
provide*  an  important  convenience  ao  that  any  particular  Tariff  may 
be  turned  to  without  dirturbing  any  other,  and  the  V  Spread  remains 
wide  open  for  Inttant  replacement  without  jamming  or  crumpling. 

Content*  always  orderly  and  packed  tight  when  clofed. 

Many  of  the  BOM  atotnutn  office*  already  realize  the  enormous 
advantage*  of  the  AUTOMATIC  V  EXPANSION.  WOOD-STEEL 
HUCTION.  and  th*  completena*  of  line*  to  serve  every 
vnw ii t  better. 

THF  AUTOMATIC  FILE  AND  INDEX  COMPANY 

GENERAL  OFFICES 
BAST  IOTH  STREET.     GREEN  BAY.  WIS. 

CHICAGO  OFFICE 
29  S.   LA   SALLE  ST. 


SEND  FOR  GENERAL 
CATALOG  22T  AND 
TARIFF  FOLDER  TF. 

AUIOMAIIC 


A  .Shu  *  of  \o.  K 
Automatic  Sicliont 
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GREAT  NORTHERN  ABANDONMENT 

The  Great  Northern  has  been  authorized  by  the  Commis- 
sion to  abandon  a  branch  line  of  railroad  between  Northport, 
Wash.,  and  a  point  at  or  near  the  international  boundary  line 
between  Canada  and  the  United  States,  a  distance  of  7.49  miles. 
The  entire  line  of  the  branch  extends  from  Northport,  Wash., 
to  Rossland,  B.  C.,  a  distance  of  1G.9G  miles.  The  portion  of  the 
branch  nortb  of  the  international  boundary  line  is  owned  by  the 
Red  Mountain  Railway  Co.  which  is  controlled  by  the  Great 
Northern,  and  an  application  to  abandon  the  part  of  the  line  in 
Canada  is  pending  before  the  Board  of  Railway  Commissioners 
of  Canada. 

The  branch  was  built  in  1896  for  the  purpose  of  transport- 
ing ore  from  RoBslancl  to  a  smelter  at  Northport.  In  1909  the 
smelter  was  closed  and  since  then  there  has  been  practically  no 
ore  traffic,  the  Commission  said,  that  class  of  traffic  having 
furnished  the  main  source  of  revenue.  The  Commission  said 
the  territory  traversed  was  heavily  timbered  and  that  the  agri- 
cultural development  has  been  small.  The  company  stated  that 
the  total  population  living  within  a  distance  of  3  to  5  miles  on 
either  side  of  the  railroad  and  dependent  upon  it  for  rail  trans- 
portation was  between  50  and  75  persons.  These  settlers  will 
be  required  to  haul  their  products  to  Northport  for  shipment. 
The  Commission  said  it  appeared  that  there  was  no  traffic, 
actual  or  potential,  that  would  justify  the  continued  operation 
of  the  branch.  In  the  five-year  period  ended  December  31,  1920, 
there  was  a  deficit  of  $124,925.49. 


EAST  TEXAS  ABANDONMENT. 

By  a  supplemental  order  in  Finance  Docket  No.  4,  in  which 
the  abandonment  of  the  Eastern  Texas  was  authorized  Decem- 
ber 2,  1920,  the  Commission  has  extended  until  January  1,  1923, 
the  time  in  which  the  company  shall  adjust,  settle  and  pay  all 
outstanding  obligations.  Under  the  original  order  the  company 
had  until  December  2,  1921,  to  comply  with  the  order,  but  owing 
to  the  litigation  which  is  pending  relative  to  the  abandonment 
of  the  road,  the  company  has  been  prevented  from  settling  its 
affairs  in  full,  the  Commission  said. 


TOLEDO  TERMINAL  CERTIFICATES 

Authority  has  been  granted  to  the  Toledo  Terminal  Railroad 
Co.,  by  the  Commission  to  issue  $98,685  of  certificates  of  indebt- 
edness to  be  delivered  to'  the  company's  proprietary  companies 
to  evidence  indebtedness  incurred  by  interest  payments.  The  pro- 
prietary companies  are  the  Pere  Marquette,  B.  &  0.,  Toledo,  St. 
Ixmis  &  Western,  Pennsylvania,  New  York  Central,  Michigan, 
Central,  Grand  Trunk  Western,  Hocking  Valley  and  Toledo  & 
Ohio  Central.  The  certificates  will  bear  .6  per  cent  interest  and 
will  be  payable  on  demand  after  60  days'  notice. 


SAN  DIEGO  AND  ARIZONA  CERTIFICATES. 
The  San  Diego  &  Arizona  Railway  Co.  has  been  authorized 
by  the  Commission  to  assume  obligation  and  liability  in  respect 
of  $600,000  of  its  guaranteed  equipment  trust  certificates  by 
entering  into  a  lease  and  an  equipment  trust  agreement  under 
which  the  certificates  will  be  issued  by  the  Anglo-California 
Trust  Co.  The  Southern  Pacific  Company  was  authorized  to 
guarantee  the  certificates.  The  total  value  of  the  equipment  to 
be  covered  by  the  equipment  trust  agreement  is  given  as 
$873,000. 


SOUTHERN    RAILWAY   BONDS. 

Authority  has  been  granted  by  the  Commission  to  the 
Southern  Railway  Co.  to  issue  $30,000,000  of  development  and 
general  mortgage  gold  bands  with  sheets  of  coupons  attached 
covering  Interest  at  the  rate  of  4  per  cent  per  annum  and  ad- 
ditional interest  at  the  rate  of  2%  per  cent  per  annum.  The 
bonds  are  to  be  sold  at  not  less  than  90.5  per  cent  of  par  and 
accrued  interest  and  the  proceeds  used  in  liquidation  of  existing 
obligations  and  in  reimbursement  of  capital  expenditures.  The 
company  will  pay  off  $22,588,000  of  three-year  collaterial  gold 
notes  maturing  March  1;  a  demand  loan  of  $2,355,270  to  the 
War  Finance  'Corporation,  and  use  the  remainder  of  the  pro- 
ceeds to  reimburse  its  treasury  for  capital  expenditures  made 


heretofore.     The   company   said    it   had   made   arrangements    to 
sell  the  bonds  at  90.5  per  cent  of  par  and  accrued  interest. 

N.  Y.  C.  &  St.  L.   BONDS 

The  New  York,  Chicago  &  St.  Louis  has  been  authorized  by 
the  Commission  to  issue  $1,008,000  of  series  A  and  $3,027,000  of 
series  B  second  and  improvement  mortgage  6  per  cent  gold 
bonds;  to  pledge  the  series  A  bonds  and  $381,000  of  the  series  B 
bonds  as  collateral  security  for  a  6  per  cent  promissory  note  to 
be  issued  to  the  Director  General  of  Railroads,  and  to  pledge  and 
repledge  from  time  to  time,  until  otherwise  ordered,  all  or  any 
part  of  both  issues  (not  at  the  time  pledged  with  the  Director 
General)  as  collateral  security  for  short-term  notes.  The  bonds 
cover  expenditures  from  income  or  other  moneys  not  procured 
by  the  issuance  of  stock,  bonds,  notes,  or  other  evidences  of  in- 
debtedness, for  additions  and  betterments  to  road  and  equip- 
ment, and  retirement  of  funded  debt,  as  follows:  Additions  and 
betterments  to  road  and  equipment  from  May  1,  1918,  to  Feb- 
ruary 29,  1920,  inclusive,  $1,650,969.95;  additions  and  better- 
ments to  road  and  equipment  from  April  1,  1920,  to  September 
30,  1921,  inclusive,  $1,912,709.51;  and  retirement  of  funded  debt 
from  April  1,  1920,  to  September  30,  1921,  inclusive,  $472,235.50; 
total,  $4,035,914.96. 

On  August  23,  1921,  the  Commission  said,  the  Director  Gen- 
eral agreed  to  fund  for  ten  years  $1,000,000  due  the  government 
from  the  road  for  additions  and  betterments  during  federal  con- 
trol, and  the  note  referred  to  above  will  be  given  for  that  in- 
debtedness. 


D.  C.  &  C.  V.   EXTENSION 

The  Dodge  City  &  Cimarron  Valley  Railway  Co.,  has  applied 
to  the  Commission  for  authority  to  construct  an  extension  of  its 
existing  line  of  railroad  from  Satanta,  Kans.,  through  Haskell, 
Grant  and  Stanton  counties,  Kans.,  a  distance  of  approximately 
55  miles.  The  existing  line  from  Dodge  City  to  Elkhart,  Kans., 
is  leased  and  operated  by  the  Santa  Fe.  Permission  also  Is 
asked  to  retain  excess  earnings  derived  from  the  proposed  ex- 
tension. The  proposed  line  traverses  a  valuable  farming  coun- 
try, the  applicant  says,  which  is  now  without  railway  facilities. 


C.  &  I.  M.  NOTES 

The  Chicago  &  Illinois  Midland  Railway  Co.,  has  filed  an  appli- 
cation with  the  Commission  for  authority  to  enter  into  contracts 
for  the  repairing  and  rebuilding  of  not  less  than  725  nor  more 
than  750  gondola  cars  and  for  authority  to  issue  $484,000  of 
notes  in  payment  of  500  of  said  cars,  as  well  as  approval  of  con- 
tracts in  connection  with  the  proposed  transactions.  The  notes 
will  bear  7  per  cent  interest  and  be  made  payable  to  the  General 
American  Tank  Car  Corporation,  and  will  mature  monthly  up 
to  September  16,  1924. 


CHANGES    IN    DOCKET 

Argument  in  11772,  T.  G.  Bush  Grocery  Co.  et  al.  vs.  Director- 
General,  L.  &  N.,  and  12156,  Belser  Grocery  Co.  et  al.  vs. 
Director-General,  L.  &  N.  et  al.,  assigned  for  January  18  at 
Washington,  D.  C.,  was  postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  I.  and  S.  1460  and  first  supplemental  order,  coal 
from  Kentucky,  Tennessee  and  West  Virginia  mines  to  Southern 
Railway  points  in  Indiana  and  Illinois,  assigned  for  January  18 
at  Washington,  D.  C.,  was  reassigned  for  January  26  at  Wash- 
ington, D.  C. 

Hearing  in  No.  13079,  H.  J.  Keith  Co.  and  John  Layton  Co., 
Inc.,  vs.  Director-General,  scheduled  to  take  place  before  Ex- 
aminer Keeler  in  Chicago,  January  17,  was  postponed  until 
January  28. 

Hearing  in  13190,  Prescott  &  Northwestern  R.  R.  Co.  vs. 
Director-General,  assigned  for  January  17  at  Chicago,  111.,  was 
postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  13095,  Andersen  Lumber  Co.  vs.  Nor.  Pac.  et  al., 
assigned  for  January  19  at  Minneapolis,  was  postponed  to  a  date 
to  be  hereafter  fixed. 

Hearing  in  I.  and  S.  1452,  refined  sulphate  of  magnesium, 
Atlantic  seaboard  to  Johnson  City,  Tenn.,  assigned  for  January 
17  at  New  York,  N.  Y.,  was  canceled. 


Docket  of  the  Commission 


Note.     Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
•his   Docket   will   be   noted   elsewhere. 
January  23 — Kansas  City,  Mo. — Examiner  Witters: 

12219— Lockwood  Mfg.  Co.  vs.  N.  T.  N.  H.  &  H.  et  al. 
January  23 — Portland,  Ore. — Examiner  Gault: 

13294— Pacific  Grain  Co.  vs.  Director  General. 
January  23 — Chicago,  111. — Examiner  Keeler: 

13198 — Chicago    Live    Stock    Exchange    vs.    Director    General,    C.    4 
N.  W.  et  al 


January  23 — Argument  at  Washington,  D.  C. : 
12210— American  Fruit  and  Vegetable  Shippers'  Assn.  vs.  Bangor  A 

Aroostook  et  al. 

12375— F.  S.  Royster  Guano  Co.  vs.  Director  General. 
12270 — Cheseborough    Mfg.    Co.,    Consolidated,   vs.    Director   General. 

Pa.  R.  R.  et  al. 
12295— West  Virginia  Pulp  and  Paper  Co.  vs.  Director  General. 

January  23— New  York.  N.  Y. — Examiner  J.  E.  Smith: 

I.    and    S.    1465 — Express    class    rates    between    United    States    and 
.     Canadian  points. 
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P  E  N  N  SYLVAN  I A 
TANK  CARS 


Built-in  Strength  and 

Quality  Workmanship 


The  above  close-up  end  view  of  the  latest 
Typ«  A-1D  "PENNSYLVANIA"  Tank  Car 
shows  the  new  simplified  "PENNSYLVANIA" 
Uncoupling  Arrangement,  the  Brake-Mast 
Step  and  Coupler,  front  view  of  Trucks,  and 
the  end  detail*  of  the  Underframe  Construction 
on  all  "I  I.VANIA"  Tank  Cars. 

The  other  two  cuta'  show  the  tide  and  bot- 
tom viewg  of  the  "PENNSYLVANIA"  Arch 
Bar  Truck  with  a  clear  in.«ight  into  its  detailed 
construction  features  and  its  perfect  mechan- 
ical alignment. 

The  distinctive  engineering  improvements 
found  only  or,  ANIA"  Tank  Cars 

embody  the  results  of  years  of  study,  and  prac- 
tical tests  in  actual  service  of  the  plans  of 
our  skilled  engineers  and  traffic  experts — men 
who  know  the  difficult  requirements  of  tank 
car  traffic  from  A  to  Z. 

"After  All.  Quality  Counts" 

The  Pennsylvania  Tank  Car  Company 

The  Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 

Ml  VRON.  PA. 


•^^^^^^^^H^^^^^^^V 

Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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January  23 — Wichita  Falls.  Tex. — Examiner  Oliver: 

13026— Wichita  Motors  Co.  vs.  A.  &  V.  et  al. 
January  23— Minneapolis,  Minn. — Examiner  Fuller: 

13164^— Northwestern  Traffic  and  Service  Bureau  vs.  Mo.  Pac.  et  al. 

13166 — Northwestern  Traffic  and  Service  Bureau  vs.   C.  &  A.  et  al. 

13167— Northwestern  Traffic  and  Service  Bureau  vs.  C.  T.  H.  &  S.  E. 
et  al. 

13168 — Northwestern  Traffic  and  Service  Bureau  vs.  C.  &  N.  W. 

January  23 — Washington,  D.  C. : 

Valuation  Docket  60 — In  re  tentative  valuation  of  properties  of  Cent- 
ral  of   Georgia   Ry.;   Southwestern   R.    R. ;    Augusta   &   Savannah 
R.  R.;  and  Chattahoochee  &  Quit  R.  R. 
January  23 — New  York,  N.  T. — Examiner  Dlsque: 

Fourth  Section  Apps.  11948,  11957,  11985,  12063.  11940,  12118  and  12094. 

*  1476 — Class  and  commodity  rates  from  Chicago  and  other  points  to 

south  Atlantic  and  gulf  ports  for  transshipment  via  Panama  Canal. 
January  23 — Ntrw  York,  N.  Y. — Examiner  Disque: 

*  Fourth  Section  App.  12115  of  F.  L.  Speiden  (in  connection  with  I.  and 

S.  1476). 
January  24 — Lexington,  Ky.— Examiner  Eddy: 

13196 — Lexington  Granite  Co.,  Inc.,  vs.  Director  General. 
January  24— Argument  at  Washington,  D.   C.: 

«  12477 — Massachusetts  Oil  Refining  Co.  vs.  Boston  &  Albany  et  al. 
January  24 — Washington,  D.  C. — Examiner  Clarke: 

»  Finance  Docket  2141 — In  the  matter  of  application  of  C.  M.  &  St.  P. 
Ry.  Co.  for  approval  of  acquisition  of  control  of  Chicago,  Milwau- 
k«-r    &    Gary    Ry.    Co.    by    purchase    of    stock    and    for    an    order 
authorizing  the   C.    M.    &   St.    P.    Ry.   Co.    to   purchase   all   of   the 
shares  of  the  capital  stock  of  Chicago,  Milwaukee  &  Gary  Ry.  Co. 
and  to  assume  liability  as  guarantor  in  respect  of  its  bonds. 
January  24 — New  York,  N.  Y. — Examiner  Disque: 
Fourth  Section  App.  8835. 
I.    and    S.    1457    (first    suppl.    order) — Sugar    from    southern    points 

to  St.   Louis.  Mo.,  and  related  points. 
I.  and  S.  1457 — Sugar  from  southern  points  to  St.   Louis,   Mo.,   and 

related  points.     (FurOier  hearing.) 

I.  and  S.  1443 — Sugar  tfom  eastern  points  to  C.  F.  A.  territory. 
13098 — Arbuckle  Bros,  et  al.  vs.  Ann  Arbor  et  al.     (Further  hearing.) 
January  24 — Omaha,  Neb. — Examiner  Witters: 

13114 — E.  W.  Arthur  vs.  Director  General. 
January  24 — Argument  at. Washington.  D.  C. : 
12242— The  Hipolite  Co.  vs.  A.  C.  &  Y.  et  al. 
12275 — Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 
January  25 — Washington,  D.  C. — Examiner  Clarke: 

Finance  Dockets  2046  and  2048 — In  the  matter  of  the  application  of 
N.  Y.  C.  R.  R.  Co.  to  acquire  by  purchase  the  capital  stock  of  the 
C.   C.   C.    &   St.    L.    Ry.   Co.   and   for   permission   to   issue   certain 
securities. 
January  25 — Argument  at  Washington.  D.  C.: 

12321 — Gilpin,  Langdon  &  Co.,  Inc.,  vs.  Director  General. 
12363 — The  Procter  &  Gamble  Co.  vs.  Apalachicola  Nor.  et  al. 
January  25 — Cincinnati,  O. — Examiner  Eddy: 
I.   and   S.   1453 — Vehicles   and  vehicle   bodies   from   eastern   points   to 

transcontinental  territory. 

January  25 — Portland,  N.  D. — Railroad  Commission  of  North  Dakota: 
Finance   Docket  1608 — Application  of  Gt.   Nor.   Ry.   for  certificate  of 
public  convenience  and  necessity  authorizing  abandonment  of  por- 
tions of  its  line  of  railroad. 
January  25 — Chicago,  111.— Examiner  Keeler: 
U  and  S.  1455 — Intermediate  switching  charges  at  Peorla  and  Pekin, 

January  25 — Los  Angeles,  Calif. — California  Railroad  Commission: 
Finance  Docket  1590 — Application  of  L.  A.  &  S.  L.  R.  R.  Co.  for  cer- 
tificate of  public  convenience  and  necessity. 
January  26 — Washington,  D.  C. — Examiner  Barclay: 

*  12066— Construction  and  repair  of  railway  equipment   (P  &  R.  Ry. — 

further  hearing). 
January  26— Washington,  D.  C.— Examiner  Gerry: 

*  I.  and  S.  1460  and  first  suppl.  order — Coal  from  Kentucky,  Tennessee 

and  West  Virginia  mines  to  Southern  Ry.   points  in  Indiana  and 
Illinois. 

January  26 — Washington,  D.  C. — Examiner  R.  W.  Clarke: 

Finance  Docket  2053— In  re  application  of  C.  C.  C.  &  St.  L.  R.  R.  Co. 
for  authority  to  acquire  the  capital  stock  and  income  bonds  of 
the  Peoria  &  Eastern  Ry  Co. 

Finance  Docket  2047 — Application  of  C.  C.  C.  &  St.  L.  Ry.  Co. 
under  Section  20a  of  Interstate  Commerce  act  for  authority  to 
guarantee  not  exceeding  $2,118,000  of  4%  per  cent  first  mort- 
gage bonds  of  the  Evansville,  Mt.  Carmel  &  Northern  Ry.  Co. 

January  26 — Dallas,  Tex. — Examiner  Oliver: 

I.  and  S.  1467 — Rip  rap  between  points  in  Texas  and  Louisiana. 

January  26 — Argument  at  Washington,  D.  C.: 

12347 — California  Cotton  Mills  Co.  vs.  Director  General. 
12430 — The   M.    B.    Farrin   Lumber   Co.,    Inc.,    vs.    Director   General, 
Mo.  Pac.,  et  al. 

January  26 — Los  Angeles,  Calif. — California  Railroad  Commission: 
Finance  Docket  1591 — Application  of  L.  A.  &  S'.  L.  R.  R.  Co.  for  cer- 
tificate of  public  convenience  and  necessity. 

January  27 — Washington,  D.  C. — Examiner  R.  W.  Clarke: 

Finance  Docket  2071— In  the  matter  of  application  of  N.  Y.  C.  R  R. 
Co.,  T.  &  O.  C.  Ry.  Co.  and  K.  &  M.  Ry.  Co.  in  respect  of  proposed 
leases  through  which  the  Zanesville  &  Western  Ry.,  the  K.  &  M. 
Ry.,  the  K.  &  W.  V.  Ry.  and  the  T.  &  O.  O.  Ry.  will  be  held  by 
the  N.  Y.  C.  R.  R.  Co.  under  lease. 
January  27 — Wells,  Nevada — Examiner  Gault: 

Finance  Docket  1563 — In  the  matter  of  application  under  paragraphs 
S  to  21,   inclusive,  Section   1  of  the  act,   for  certificate  of  public 
convenience     and     necessity     authorizing     the     abandonment     of 
Metropolis  branch  operated  by  Southern  Pacific  Co. 
January  27 — Michigan  City,  Ind. — Examiner  Carter: 

13205 — Chicago.  Lake  Shore  &  South  Bend  Ry.  vs.  L.  E.  &  W.  et  al. 
January  27— Duluth,  Minn.— Examiner  Fuller: 

Finance  Docket  1258— Application  of  Duluth  &  Nor.  Minn.  R.  R.  Co. 
for  certificate  of  public  convenience  and  necessity. 

January  27— Argument  at  Washintgon,  D.  C.: 

12535 — Fairmont  Creamery  Co.   vs.  Director  General,  A.   T.   &  S    F 

et  al. 

12535  (sub.  No.  1) — Hastings  Gas  Co.  et  al.  vs.  A.  T.  &  S    F   et  al 
12554 — Interstate  Oil  Co.  et  al.  vs.  Director  General,  A.  T.  &  S.  F. 

12593— The  Peters  Cartridge  Co.  vs.  Director  General,  P.  R.  R.  et  al 
12601 — Riverside  Coal  Co.  vs.  Director  General,  Ohio  &  Ky.  et  al. 


January  27 — Los  Angeles,  Calif. — Examiner  Gaddess: 

11812— Russell  Bros.  vs.  Director  General,  U.  P.  et  al. 
January  28 — Chicago,  111. — Examiner  Keeler: 

*  13079— H.  J.  Keith  Co.  and  John  Layton  Co.,  Inc.,  vs.  Director  Gen- 

eral. 
January  28 — Argument  at  Washington,  D.  C.: 

12473 — Keokuk  Electric  Co.  vs.  Director  General.  Ark.  Cent,  et  al. 

12663 — Midland  Linseed  Products  Co.  vs.  Director  General.  West 
Shore,  et  al. 

12805— Schuhle  Pure  Grape  Juice  Co.,  Inc.,  et  al.  vs.  Director  General, 
N.  Y.  N.  H.  &  H.  et  al. 

12894 — Schuhle  Pure  Grape  Juice  Co.,  Inc.,  et  al.  vs.  Director  Gen- 
eral. N.  Y.  N.  H.  &  H.  et  al. 
January  30 — Shreveport,  La. — Examiner  Oliver: 

*  I.  and  S.  1472 — Petroleum  and  its  products  from  Shreveport  and  re- 

lated points  to  lower  Mississippi  River  points. 
January  30 — Salt  Lake  City,  Utah — Examiner  Gault: 

Finance   Docket  1632 — In  the  matter  of  application  of  Utah  Ry.  for 
certificate  of  public  convenience  and  necessity,  empowering  it  to 
acquire  and  operate  the  railway  line  of  Utah  Terminal  Ry.  Co. 
January  30 — Omaha,   Neb.— Examiner  Witters: 

I.  and  S.  1463 — Actual  mileage  to  determine  rates  on  milk  and  cream 

by  express  between  points  west  of  Mississippi  River. 
January  30 — Argument  at  Washington,  D.  C. : 
12422— Lookout  Oil  &  Refining  Co.  vs.  A.  &  V.  et  al. 
12575 — Selz,  Schwab  &  Co.  vs.  C.  &  N.  W.  and  Director  General. 
January  30 — Milwaukee,  Wis.- — Examiner  Carter: 

13173 — Milwaukee  Assn.  of  Commerce  vs.  C.  M.  &  St.  P. 

13203 — The  Steel  and  Tube  Co.  of  America  vs.  Director  General,  C. 

&  N.  W.  et  al. 
January  31 — Washington,  D.  C. — Examiner  Davis: 

Finance  docket  1537 — Application  of  K.  O.  &  G.  Ry.  Co.  and  M.  O.  & 

G.  Ry.  Co.  for  certificate  of  public  convenience  and  necessity. 
January  31 — Argument  at  Washington,   D.   C. : 
12312— Armour  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12314 — Swift  &  Co.  vs.  Director  General. 
12316 — Swift  &  Co.  vs.  Director  General. 
12335— Swift  &  Co.  -vs.   Ga.  Nor.   Ry.   et  al. 
12336 — Armour  &  Co.  vs.  Director  General. 
12598 — Wilson   &  Co.,   Inc.,   of  Okla.,   vs.   Director  General,   N.   C.   & 

St.  L.  et  al. 
February   1 — Sioux  City.  la. — Examiner  Witters: 

*  I.   and   S.   1473 — Cancellation   third  class  rating  on  fruits  and  vege- 

tables between  Minnesota,  the  Dakotas,  Iowa  and  Nebraska. 
February  1 — Argument  at  Washington,  D.  C. : 

11818 — American  Wholesale  Lumber  Assn.  vs.  Director  General, 
Aberdeen  &  Rockflsh  et  al. 

11818  (Sub.  No.  1) — Van  Cleave  Saw  Mill  Co.  vs.  Director  General. 

11818  (Sub.  No.  2)— Geo.  W.  Miles  Timber  and  Lumber  Co.  vs.  Di- 
rector General. 

11818  (Sub.  No.  3) — Berthold  &  Jennings  Lumber  Co.  vs.  Director 
General. 

11818  (Sub.  No.  4) — Robert  Kamm,  doing  business  as  Robt.  Kamm 
Lumber  Co.  vs.  Director  General. 

11818  (Sub.  No.  5) — The  Nicola,  Stone  &  Myers  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  6) — The  Myers-Parsons  Lumber  Co.  vs.  Director 
General. 

11818  (Sub.  No.  7) — The  Union  Wholesale  Lumber  Co.  vs.  Director 
General. 

11818  (Sub.  No.  8) — Burnaby  Bros.  Lumber  Co.  vs.  Director  General. 

11818  (Sub.  No.  9) — Chicago  Lumber  and  Coal  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  10) — South  Arkansas  Lumber  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  11) — W.  T.  Ferguson  Lumber  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  12)— Gloor-Ortmann  Lumber  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  13) — The  Western  Lumber  Co.  vs.  Director  General. 

I.  and  S.  1421 — Penalty  charge  on  lumber  held  for  reconsignment. 

12300— Kansas,  Oklahoma  &  Gulf  Ry.  Co.  vs.  St.  L.-S.  F.  Ry. 

February  1 — San  Francisco,  Calif. — Examiner  Gaddess: 
13259 — Miller  &  Lux,  Inc.,  vs.  Director  General,  Sou.  Pac.  et  al. 
13224 — San  Francisco-Sacramento  R.  R.  Co.  vs.  Sacramento  Northern 

R.  R. 

February  2 — Little  Rock,  Ark. — Examiner  Oliver: 
13215— Arkansas  Jobbers'  and  Manufacturers'  Assn.  vs.  C.  R.  I.  &  P. 

et  al. 

February   2 — Washington,    D.    C. — Examiner   Davis: 
Finance    Docket    2159 — Application    of   C.    R.    I.    &    P.    Ry.    Co.    for 
approval   of   ownership   and   holding   of   certain    shares   of   capital 
stock  of  C.  &  A.  R.  R.  Co. 
February  2 — Denver,  Colo. — Examiner  Gault: 

Finance  Docket  1549— In  the  matter  of  application  of  Silverton  Ry. 
Co.  for  a  certificate  of  public  convenience  and  necessity  authoriz- 
ing abandonment  of  its  line  of  railway  and  operation  thereof. 
February  2 — Grand  Rapids,  Mich. — Examiner  Carter: 
13226 — Andrews  Bros,  et  al.  vs.  A.  C.  &  Y.  et  al. 

I.  &  S.  1384 — Potatoes  from  Minnesota,  Wisconsin  and  Upper  Mich- 
igan to  Central  and  Trunk  Line  territories. 
February  3 — Des  Moines,  la. — Examiner  Witters: 

*  I.  and  S.  1474— Asphalt  and  other  petroleum  products  to  Iowa  points 

from  Missouri,  Kansas,  Oklahoma  and  Arkansas. 
February  3 — Argument  at  Washington,  D.  C. : 
I.  and  S.  1393— Cotton  and  cotton  linters  to  Pacific  coast  ports  for 

export. 

13073 — Galveston  Commercial  Assn.  vs.  Abilene  &  Southern  et  al. 
February  3 — Denver,  Colo. — Examiner  Gault: 

Finance  Docket  1572 — In  the  matter  of  application  of  Colorado  & 
Southern  Ry.  Co.  for  certificate  of  public  convenience  and  neces- 
sity authorizing  abandonment  of  Us  Buena  Vista-Romley  line  of 
railroad. 

February  3 — Chicago,  111. — Examiner  Keeler: 
12680 — American    Fruit    and    Vegetable    Shippers'    Assn.    et    al.    vs. 

American  Ry.  Express  et  al. 
February  4 — Ogden,  Utah — Examiner  Gaddess: 

13253— Premier  Coal  Co.  et  al.  vs.  Director  General  and  U.  P. 
February  6 — Toledo,  O. — Examiner  Carter: 
I.  and  S.  1466 — Intermediate  switching  by  N.  Y.  C.  R.  R.  at  Toledo, 

Ohio. 

13375 — Toledo  Produce  Exchange  vs.  Ann  Arbor  et  al. 
February  6 — Salt  Lake  City,  Utah — Examiner  Gaddess: 
I.  and  S.  1445 — Coal  from  Wyoming  mines  to  destinations  in  Utah, 
south  of  Ogden. 
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Exports  to  Latin  America 

Better  economic  conditions,  particularly  with  reference  to  credits,  is  causing 
many  manufacturers  to  turn  to  the  Latin  Americas  as  a  logical  market  for  their 
output.  The  natural  wealth  of  these  countries  is  being  exploited  by  business  men 
of  all  nations  and  the  demands  for  American  manufactured  goods  is  constantly 
increasing. 

Naturally  the  manufacturers  are  routing  their  commodities 

Via  the  Port  of  Galveston 

In  this  manner  they  take  advantage  of  the  unsurpassed  facilities  of  the  fore- 
most gulf  port.  Galveston  has  regular  liner  service  to  Cuba,  Porto  Rico,  other  points 
in  the  West  Indies,  and  all  of  the  principal  ports  along  the  Eastern  Coast  of  Mexico. 
"Follow  the  line  of  least  resistance  and  ship  through  Galveston." 

For  more  complete  information  address 

TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION, 

Galvegton,  Texas 
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February  6— Chicago.   111. — Examiner  Keeler: 
13107— The  National  IJve  Stock  Exchange  vs.  A.  T.  &  S.  F.  at  al. 

February  7 — Salt  Ixike  City,  I 'tab — Examiner  Gaddesa: 

•  I.   and   S.   1475 — Intermediate   application   of  trans-continental  v 

bound   rates   on   traffic   to   California   terminal   and   Intermediate 
points. 

February  8 — Chicago,  111. — Examiner  Keeler: 
I.  and  S.  1456— Elimination  of  Green  Fruit  Auction  Co.  from  list  t? 

C.  II.  &  St.  P.  industries. 

I.  and  S.  1456  (first  supplemental  order) — Elimination  of  Green  Fruit 
Auction  Co.  from  list  of  C.  M.  &  St.  P.  Industries. 

February  8 — Argument  at  Washington,  D.  C.: 

11375— Meyersdale  Smokeless  Coal  Co.  vs.  B.  &  O.  and  Director  Gen- 
eral. 

I.  and  S.  1434 — Proportional  grain  rates  from  Minnesota  and  Wis- 
consin to  eastern  destinations. 

February  8 — Mobile,  Ala. — Examiner  Clarke: 

Finance  Docket  1469 — In  the  matter  of  application  of  Gulf  Ports 
Terminal  R.  R.  Co.  for  certificate  of  public  convenience  and  neces- 
sity.. 

February  9 — Minneapolis.  Minn.: — Examiner  Carter: 
»  13226— Andrews  Bros,  et  nl.  vs.  A.  C.  &  Y.  et  al. 

•  I,  and  S.  1384 — Potatoes  from  Minnesota,  Wisconsin  and  upper  Mich- 

igan to  Central  and  Trunk  Line  territories. 

February  9 — Argument  at  Washington,  D.  C. : 
13078 — In   re  trackage  arrangements  between  the  Bingham   &   Gar- 

fleld  Ry.  Co.  and  the  Utah  Copper  Co. . 

12969 — Divisions  received  by  the  Brimstone  R.  R.  and  Canal  Co. 
February  10 — Minneapolis,   Minn. — Examiner  Carter: 
I.  and  S.  1468  and  first  sup.  order — Building  and  roofing  paper  be- 
tween Western  Trunk  Line  points. 
11481 — The  Certain-teed  Products  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

(In  connection  with  fc  and  S.  1468.) 
February  10 — Argument  at  Washington,  D.  C.: 
6490 — Anson,  Gilkey  &  Hurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 
8819 — West  Coast  Lumbermen's  Assn.   et   al.    vs.    Boston   &   Albany 

et  al. 
February  13-^-St.  Louis,  Mo. — Examiner  Barclay: 

*  12066— Construction  and  repair  of  railway  equipment  (Mo.  Pac.  R.  R.) 
February   13 — Atlanta,   Ga. — Examiner  Woodrow: 

12784 — Southeastern  Express  Co.  vs.  American  Ry.  Express  Co. 

12786 — Southern  Fisheries  Assn.  vs.  American  Ry.   Express  Co. 
February  14 — Alamosa.  Colo. — Examiner  Gaddess: 

13267 — San  Luis  Valley  Federation  of  Commerce  et  al.  vs.  Director 

General,  D.  &  R.  G.  W.  et  al. 
February  15 — St.  Louis,  Mo. — Examiner  Barclay: 

*  12066 — Construction  and  repair  of  railway  equipment   (St.   L.   S.  W. 
Ry.). 

February  15 — Alturas,  Calif. — Railroad  Commission  of  California: 

Finance  Docket  1796 — In  the  matter  of  the  application  of  Nevada- 
California-Oregon  Ry.  for  a  certificate  that  public  convenience  and 
necessity  will  permit  abandonment  of  its  line  between  Hackstaff, 
Calif.,  and  Lakeview.  Ore. 


February  15 — Argument  at  Washington,  D.  C.: 

13071— In  the  matter  of  intrastate  rates  of  the  Terminal  Ry.  Assn. 
of  St.  Louis  and  other  carriers  within  the  state  of  Illinois. 

11425— John  Kline  Brick  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 
February  16 — Argument  at  Washington,  D.  C.: 

11339 — St.  Louis  Chamber  of  Commerce  et  al.  vs.  Director  General, 
Terminal  R.  R.  Assn.  of  St.  Louis  et  al. 

10937— J.  Warshafsky  &  Son  vs.  T.  R.  R.  A.  of  St.  L.  et  al. 

11019 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11043— Missouri  Malleable  Iron  Co.  vs.  T.  R.  R.  A.  of  St.  L.  et  al. 

11043  (Sub.  No.  1)— A.  Wolff  Iron  and  Metal  Co.  et  al.  vs.  T.  R.  R. 
A.  of  St.  L.  et  al. 

11136 — Granite  City  Steel  Works  et  al.  vs.  Director  General,  T.  R.  R. 
A.  of  St.  L.  et  al. 

11284 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11285 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11288 — Missouri  Portland  Cement  Co.  vs.  Director  General  and  Manu- 
facturers' Ry. 

11291 —         ~'iH  Portland  Cement  Co.  vs.  Director  General. 

11295 — Mississippi  Valley  Iron  Co.  vs.  Mo.  Pac.  and  Director  General. 

11387 — General   Chemical   Co.   vs.   Director   General,   T.   R.   R.   A.   of 
St.  L.  et  al. 

11561— Swift  &  Co.  vs.  Mo.  Pac.  et  al. 

11561   (Sub.  No.  1) — Armour  &  Co.  vs.  Director  General. 

11664 — Aluminum  Ore  Co.  vs.  Director  General. 
February  16 — Argument  at  Washington,  D.  C.: 

11687 — Morris  &  Co.  vs.  Director  General. 

11891 — Mississippi  Valley  Iron  Co.  vs.  Mo.  Pa'c.  et  al. 

12151 — Corn  Products  Refining  Co.  vs.  Director  General. 
February  17 — Springfield,  Mo. — Examiner  Barclay: 
*  12066— -Construction   and   repair  of   railway   equipment   (St.   L.-S.   F. 

Ry.). 


HARDWOOD  LUMBER  CASE  DECIDED 

The  Traffic  World  Washington  Bureau 

The  Commission,  in  No.  12995,  Southern  Hardwood  Traffic 
Association  vs.  the  Illinois  Central  et  al.,  January  20,  held  the 
rates  unreasonable  to  the  extent  that  they  exceeded  those  of 
August  25,  1920,  by  certain  cents  per  hundred  pounds  to  typical 
destinations,  as  from  Missouri  to  Illinois,  six  cents;  Arkansas 
and  Mississippi  to  Illinois,  seven  cents;  Texas,  Louisiana  and 
Alabama  to  Illinois,  eight  cents;;  rates  to  C.  P.  A.  territory 
from  Missouri,  seven  cents  more  than  prior  to  August  25;  from 
Arkansas,  Mississippi  and  Alabama  to  C.  F.  A.,  eight  cents; 
and  from  Texas,  Louisiana  and  Georgia  to  C.  F.  A.,  nine  cents. 
To  Trunk  Line  territory  the  rates  may  exceed  those  of  August 
25  by  the  following  amounts:  Missouri  and  Georgia,  nine  cents; 
Arkansas,  Mississippi  and  Alabama,  ten  cents;  and  Teaxs  and 
Louisiana,  eleven  cents.  From  states  east  of  the  Mississippi 
to  the  territories  mentioned,  the  excess  over  August  25,  the 
Commission  said,  might  range  from  seven  to  nine  cents. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Requests  for  official  transcripts  of  testimony  taken  in  proceedings  of  the  Commission  (see  Docket  of  the  Com- 
mission this  issue  Traffic  World)  throughout  the  country  (except  Washington)  should  be  addressed  to  THE  STATE  LAW 
REPORTING  COMPANY,  Official  Reporters  I.  C.  C.,  Woolworth  Building,  New  York,  or  placed  with  the  Official 
Reporters  in  attendance  at  the  hearings.  Authentic  copies  of  transcripts  can  be  had  from  no  other  source.  The  cost  of 
transcripts  is  placed  at  the  nominal  rate  of  12'/2  cents  a  page,  fixed  by  the  Commission. 

TRANSCRIPTS  OF  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1,  1920,  CAN  BE  FURNISHED. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
interstate    and    Foreign    Commerce 

toeelaim  *  CouMllor 
E*U  Aoalnte— CUImi 

transportation  171  SPITZER  BLD1. 

Tractate  IrantemcnU— D*nmm«      TOLEDO,  OHIO 
O«Mral  Mmtur.  Bdatln*  to  But*. 
Foreign  Commcrm 


OBOBOB  H.  BBOWH 


OBOBOB  L.  BOTU 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Hp*eUI  attention  to  Freight  RmU  Adjuitmr.ti 

ud  Practice  before  the  Inttntat. 

Commera  Commiuioi. 

Boem  IN  American  Rational  Bank  Buildinl 
TWephon.  Main  WO*  Washington.  D.O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS1  FREIGHT  CLAIMS 


KARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDG.,  WASHINGTON,  D.  C. 

(For  &  number  of  years  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.) 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice -President.  North- 
ern Weat  Virginia  Coal  Operators'  Asaocla 
Uon;  1914-1919,  Attorney-Examiner,  Inter- 
state Commerce  Commission:  1909-1919, 
Commerce  Counsel  for  various  commercial 
"nranlxatlonn  and  shippers  of  Miwouri  River 
el  tie*. 

miu  niwn   WA«Mi«mTV>M    B    r 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Stroot       CHICAGO 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis.  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  an* 
-ailroad  and  rate  litigation  and  cialnu. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
-OLORAOO    BUILDING 
ona.   Main 


CHICAGO 

41S-430  8.  MARKET  STREET 
Telephone.   Harrison  8808 


MID-WEST 

CORRUGATED  FIBRE 

BOXES 

SINGLE  WALL 

For  greatest  strength  with 
lightest  weight. 

DOUBLE  WALL 

For  long  distance  or  export 
shipments. 


Also  MID- WEST 

WATERPROOF 

Corrugated  Fibre  Boxes 
Ideal  for  shipping  liquids  in 
glass,  all  commodities  to  wet 
weather  districts,  all  goods  con- 
taining moisture,  all  goods  which 
absorb  moisture  or  are  shipped 
with  ice. 


All  Double  Wall  and  Waterproof 

boxes  have  Mid-West  Triple  Tape 

Corners  and  Off-set  Score. 

Sample   furnished   free  —  original 
designs  to  meet  any  special  need. 


MID- WEST  Box  COMPANY 


Corrugated 

Fibre-Board 

Products 

Factories 

Anderson.  Indiana 

Kokomo.  Indians 

Cleveland.  Ohio 

Fairmont.  W.  Va. 

Chiraio 


Solid  Fiber 
Containers 

ST       General 
Offices 

Conway  Building 
Chicago 


Wf  operate  our  own   Boxboard  and  Slrawboard  Mill* 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


The  Kansas  City  Southern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 
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Houston 


rt  Bolivar 

Gulf      of      Mexico 


NORTHBOUND  TRAFFIC 

Kansas  City  Southern  short  line  from  all  points  on  its  line,  also 
from       NEW  ORLEANS,  HOUSTON,  GALVESTON 
all  points  East  Texas  and  Louisiana 

TO  KANSAS  CITY 

One  Through  Manifest  Train  from  Port  Arthur,  Beaumont  and 
Lake  Charles  each  day,  making  third  morning  delivery  in  Kan- 
sas City. 

Two  Through  Manifest  Trains  from   points    Shreveport   and 
north,  making  second  day  delivery  in  Kansas  City. 
We  are  the  largest  handlers  of 

RICE,  SUGAR,  COFFEE 

from  this  producing  territory  to  Kansas  City  and  points  beyond 
and  via  our  various  connections  south  of  Kansas  City  to  their  dis- 
tributing territory.  Special  attention  given  to  these  commodities. 

ROUTE  YOUR  TRAFFIC  CARE 

The  Kansas  City  Southern  Ry. 


H.  A.  WEAVER,  G.  F.  A. 
Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vicc-Pres. 
Kansas  City,  Mo. 
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PAGE  &  JONES 

MOBILE,    AL-ABAIVIA 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile   to   Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:   1217  Pi.rc.  Building 
IRVING  H.  HELLER.  M.n.f.r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN.  M.n.r.r 


NEW  YORK  REPRESENTATIVE:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDWARD  KIENAPPEL 
112  Went   Adams  Street 
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Where  ttwxreach 


Where  to  reach  them 


Addresses  of  Southern  Pacific  Lines 
OFF-LINE  AGENCIES: 


® ATLANTA 

Healey  Building 

®  BALTIMORE 

Hartman  Building 

®  BIRMINGHAM 

Woodward  Building 

® BOSTON 

Old  South  Building 

®  CHICAGO 

Southern  Pacific  Building 

®  CINCINNATI 

Wiggins  Building 

® DENVER 

Denham  Building 

®  DETROIT 

Majestic  Building 

©HAVANA 


106  Cuba  Street 

®ST.  LOUIS 

312-14  North  6th  Street 


®  KANSAS  CITY 

Railway  Exchange  Building 

®  MEMPHIS 

Exchange  Building 

®  MEXICO  CITY 

Avenue  Cinco  de  Mayo,  No.  32 

®NEW  YORK  CITY 
165  Broadway 

®  OKLAHOMA  CITY 
Colcord  Building 

®  PHILADELPHIA 

1602  Chestnut  Street 

®  PITTSBURGH 

Chamber  of  Commerce  Building 

®SALT  LAKE  CITY 
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HARDWOOD  LUMBER  REDUCTIONS 

l>aniels,   in   hi-   dissenting  npininn   in 
tin-   -  >uthern  hardwood   lumber  "The   tind- 

ularly    unfortunate    because    it   comes    at    a 
time-    when  ducting  'igation 

mine   \\hcthcr   we  may   lawfully    require   further 
reduction-   than   those  alreaily   made,   not   including 
this,  nn'l   without  awaiting  the  outcome  of  the  inqui: 
t,  in  our  opinion.  Matt--  the  ca-<-  mildly,  indeed.     \\  <• 
not   finding   fault  now   \\ith   the  decision  on   it*  mer- 
it  may   he    that   a    reduction   on   hardwood   lumber 
•uth    i-    warranted,    no   matter   what   may   be 
led   wit:  ;   to  other  rates,  but,  in  our  opinion. 

in    this    w.i\     while   the    general    rate 
-;   highly   improper  and   unwise       It 
make-,  the  general  inquiry  mean  nothing,  in  so  far  as  it 

rate  i 

The    traffic    interest    of    the    country    i--    centered    in 
\\  a-lm ..;toii.    where    the    Commission    is    londucting    a 
letermine  whether  r.  lit  to  be  or  can 

ami.   if   si  i.   by    what   method    the   reducti 

•nplished.      In   the  midst  of  it   comes  the 

uni   that  rates  on  hardwood   from   tin-   South   are   too 

b>    about   ten   |HT  cent.      <>i  course,  there   i-  a  limit 

iiility  of  th<-  carrier-  to  reduce  rates,  even  if  the 

:lt   of  tli  ,!    inquiry   i-   to  determine   that   the\ 

•  duced.      Sujijmsi-    tin    result    of    the    general 

in<|uir;>    -hould  be  the  judgment   that  carriers  should 

oN    ,  omitr>.  or  in   .•southern 

b\    ju-t    about    th<'    amount    comjirchended    by 

»l    reduction.     Then    the   hardwood    lumber 

•rhed    the    whole   of    tile   p..~-ible 

ould   they  not.  and    nobody   cKc   conld   profit 

le  hold-  true  no  matter  how  threat  a 

n   may  be   found   possible  in  the  w -tn-nil 

much   as  they  profit  by   tin-   ten  per 

i  he    hardwood    lumber    people    have    the 


advantage  of  shippers  of  other  commodities.  If  the 
total  reduction  in  Southern  territory  established  as 
proper  in  the  general  inquiry  happens  to  be  exactly  ten 
per  cent,  then  the  hardwood  lumber  industry  might  be 
excepted  and  the  reduction  now  authorixed  be  absorbed. 
But  if  ihc  total  Southern  reduction  decided  on  should 
be  more  or  le--  than  exactly  the  percentage  of  the  south- 
ern hardwood  reduction,  then  we  should  attain  be  out 
of  line  and  another  adjustment  would  be  necessary. 

The    whole    situation    is    impossible.      It    i-    another 

of  endc.norinn  to  minister  to  the  want-  of  an  in- 
dustry in  bad  condition  by  dosing  it  with  reduced  rate-. 
when  there  is  no  coticlu-i\e  showing  that  reduced  rates 
will  cure  it,  or.  at  least,  that  it  needs  the  dose  any  more 
than  a  dozen  other  industries  that  are  not  ^ettiiii;  it  need 
it,  and  without  considering  the  ability  of  the  carriers  to 
make  the  reduction.  Tin.  only  tiling  to  be  said  in  favor 
of  it  pared  with  the  ten  percent  agricultural  re- 

duction is  that  it  \\as  brought  about  by  proper  pro 
ce.lure  before  the  (.'oinmi-sioti.  Where  \\e  are  drifting 
in  this  confusion  of  unscientific  and  -pasmoilic  rate- 
making  method-  no  one  can  have  any  idea.  We  had 
•d  that  the  general,  rate  inquiry  \\ould  determine 
something  definite  whether  right  or  wrong — but  \\f 

citing   nowhere. 


VIEWS  OF  MR  POTTER 

IIIIII--I..IHT  Potter,  in  his  letter  to  the  Kentucky 
Manufacturer-'  \--ociation.  published  in  the  January 
21  Traffic  World,  strike-  what 'we  think  is  the  keynote 
of  the  present  rate  situation  when  he  says  that  there 
•jMEbe  ""  material  rate  reductions  until  operating  costs 
are  reduced,  and  that  the  carriers  are  not  in  position  to 
•  'out ml  their  costs.  If  we  could  quit  quarreling  about 
whether  this  or  that  rate  i-  too  high  and  can  be  reduced, 
and  devote  our  i  ncrgic-  to  removing  the  fundamental 
'  ausc  of  the  trouble,  we  -hould  make  better  progress. 
It  is  fooli-h  political  economy  and  unfair  to  the  carrit  r- 
to  continue  pre-sing  them  for  reductions  while  their 
labor  costs  lontinue  to  be  -uch  a  burden. 

Mr.  Potter  dot-  not  -;<y  that  he  thinks  the  Labor 
Hoard  should  be  abolished,  but  he  does  -ay  that  he  doe- 
not  want  its  duties  thrust  on  the  Commission.  One 
may  well  infer  that  he  docs  not  think  highly  of  the  board 
or  of  what  it  has  .uvoniplished.  He  thinks  rates  that 
the  public  can  afford  to  pa\  should  be  the  basis  for  the 
determination  of  w..  -  rather  than  that  preferen- 

tial   wage-fixing   should    determine   rates.      That   question 
is  much  like  the  more  famous  and  older  one  as  to  which 
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Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

In  connection  with  I.  C.  R.  R..  L.  &  N.  R.  R..  M.  &  O.  R.  R.,  N.  C. 
&  St.  L.  Ry..  via  Jackson.  Tenn.,  Southern  Ry.  via  Middleton,  Tenn.. 
and  Laurel.  Miss.,  Frisco  Lines  via  New  Albany.  Miss.,  A.  &  V.-V.  S. 
&  P.  Rys.,  via  Newton.  Miss..  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  line* 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30  p.  m. 
12:30  a.  m. 
12:47  p.  m. 

3:25  p.  m. 

4:20  p.  m. 

4:10  a.  m. 

5:40  a.  m. 

2:30  a.  m. 

5:30  p.  m. 


Mile* 

0  LT 
83  LT 

next  day  247  Ar 
next  day  261  Ar 
next  day  298  Ar 
2nd  day  410  Ar 
2nd  day  448  Ar 
2nd  day  356  Ar 
2nd  day  S29  Ar 


Jackson.  Tenn.      Ar.     8 :00  a.  m.  2nd  day 
New  Albany, Miss.  Ar.  12:30  a.  m.  2nd  day 
Newton,     Miss.       LT.  11:55  a.   m. 
Meridian,   Miss.     LT.     7:35  a.  m. 
Laurel,    Miss.        LT.     8:45  a.  m. 
Mobile.     Ala.         LT.  10:00  p.  m. 
New  Orleans,  La.  LT.     9 :40  p.  m. 
Vicksborg,  Miss.  LT.     5:00  a.  m. 
Shreveport,   La.     LT.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton.  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile.  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gnlfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


^fit- 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

MR.  SHIPPER:- 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN points  it  will  pay  you  to  investigate  the  new  NATCHEZ  ROUTE. 

Excellent  roadbed,  equipment  and  schedules,  which  are  co-ordinated 
with  those  of  connecting  lines  and  are  reliably  maintained,  enable  us  to  give 
you  the  kind  of  service  you  want. 

ROUTE  FROM  THE  WEST  VIA  SHREVEPORT,  LA.,  STAMPS 
OR  HOPE,  ARK.,  CARE  NATCHEZ  ROUTE. 

ROUTE  FROM  THE  EAST  VIA  MOBILE  OR  HATTIESBURG, 
CARE  NATCHEZ  ROUTE. 


H.  R.  Wilson, 

Traffic    Manager,    Mississippi    Central    R.    R., 
Hattiesburg,  Miss. 


B.  S.  Atkinson, 

Traffic    Manager,    Louisiana    &    Arkansas    Ry., 
Texarkana,  Ark. 


Traffic  Department  Representatives: 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting, 

General  Agent,  General  Agent, 

511   Insurance  Bldg.     622  Insurance  Bldg. 
Dallas,  Tex.  Oklahoma,  Okla. 


R.  E.  McGrath, 
Commercial  Agent, 
330  Ry.  Exchange  Bldg. 
Kansas  City,.  Mo. 
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1C  first,  the  chicken  or  the  egg.  But  it  is  obvious  that 
the  people  ought  not  to  have  to  pay  high  rates  in  order 
that  railroail  employe*  may  receive  higher  wages  than 
they  should  receive.  What  they  should  receive  ought 

•e   determined   by   comparison    with   employment   in 
other  kiml-  of  labor.     The  market  should  fix  the  wage. 
It    may   be   that   sometimes   labor   would   be    underpaid. 
What   i.-  under- pay  and  what  is  over  pay  is,  of  course, 
generally  a  matter  of  opinion.    There  is  no  question  but 
that   railroad   lalior   ha-  been   notoriously   overpaid   dur- 
ing the   war  period.      But   we   know   no   way   of   settling 
the    matter    except    by    economic   conditions.      In    other 
:he   railroad-  and   labor   should  be  left  to  agree 
themselves  without  the  intervention  of  a  gov- 
ernment   agency    or   any    other   artificial   method.      How 
shall  thi-  K  done?    By  the  abolition  of  the  Labor  Board, 
.    much    regulation,    too    much    law,    too 
much  restriction,  are  sending  the  railroads  to  the  scrap 

p.      Kvery    additional    step    in    regulation    is    a    step 

.:rd  lin.il  government  operation  or  ownership.     «. 
the  railroad-  a  chance  and  then  hold  them  responsible. 


this  if  those   concerned   will   take   the   pains   to   explain 
the  situation  to  the  lawmaker-. 


SAVING  AT  THE  SPIGOT 

Th>  in  interesting  colloquy,  when  Daniel  \Vil 

lard    wa-  on   the   -tand   in  the  general   rate   inquiry.  be 
::im  and   members  of  the  Commission   as  to  the 
drain  on  railroad  n  -ed  by  the  use  of  private 

cars  ami  passe-  and  the  alleged  high  salaries  of  railroad 
'  »ir  to   pa  —  .  .11   known.      We 

think  their  ti-i  '!>    abused.      It   ma\    be   that   tin- 

though    it    must    be 

renuTiit" -red    that    when    a    railroad    official    travels,    his 

pru.it.-    car    i-    his   office    and    he    work-    in    it.      (Juite 

likely    there   are    som.-   o\,-rpaid    railroad    officials.      We 

a    few   that,  in  our  opinion,  are   not   worth 

their  salaries,  whatever  those  salaries  may  be.     But  the 

'it  is  that  all  those  thing-  piffling  that  they  are 

rth  talking  about  now  in  trying  to  cure  the  tr. 
ration    situation.      The    patient    ha-    angina    pec! 
not    let   ii-    \\orry   alxiut    a   w.irt   on    hi-   finger   or   a 
;>le  on  his  i 


PAY  OF  I.  C.  C.  EMPLOYES 

Th  .I    HI    an    efficient    Interstate    Com 

fricient    in    its   staff   of  cinpl' 
it  that  proposed  legislation  that  would  . 

in    -uch    way    as   to    reduce    salaries 

t    where    real    ability    could    be    bought,    i- 

mterestcd    in    high    v,lanc-    for 

' •rninent  employes,  as  such,  though   we  think  that  i- 

place  where  the  government   is  more  <T  le--   par-i 

'.ut   the  ("on;  until   it   i-  shown   that 

il  and  extravagant     ought   to  be  permitted 

that   will  attract   the  right  kind  of  men. 

I'   cai  .rk  with   the  ordinary   kind   of  office 

h    from   a   precinct    political    triumph,  or   the 

•    clerk.      It    must    have    men    of    high    technical 

md   training   who  are  able   to  deal    with   the 

industrial    speci.ili-ts   op   an   equal    footing. 

will    be    little    trouble    about    arranging 


PLUMMER  DRAWS  HIS  SWORD 

And  now  Mr.  Plummer.  member  of  the  United 
States  Shipping  Board,  enters  the  lists  against  the  "in- 
sidious" influences  that  do  not  agree  with  the  Shipping 
Hoard's  ideas  of  building  up  an  American  merchant 
marine.  But  he  frankly  admits  that  if  our  ships  are  to 
carry  our  cargoes  we  must  help  them.  Help  them  ho\\  : 
I'.y  some  sort  of  subsidy,  of  course.  Are  we  willing  to 
pay  that  -ul»idy?  Before  deciding,  we  must  under- 
-tand  that  the  government  does  not  reach  into  thin  air 
and  create  money  to  give  to  American  ship  operators. 
It  must  raise  it  by  taxation.  Are  we  willing  to  pay 
taxes  that  our  goods  may  be  carried  in  American  bot- 
toms, or  are  we  willing  to  let  the  foreigners  have  this 
carrying  trade  if  they  can  do  it  cheaper?  Or,  if  we  do 
not  wish  the  foreigner  to  carry  the  freight,  can  we  think 
of  no  other  way  than  by  sub-idy  to  put  Americans  on 
an  equal  footing  with  foreigners  in  the  shipping  busi- 
ness? If  there  is  no  other  way.  then  the  question  is 
foreign  carriers  or  ship  subsidy,  in  some  form  or  other. 
In  deciding  that  question,  let  us  be  governed  by  busi- 
I  judgment  and  not  frightened  into  compliance  by 
accusation  of  treason  or  provincialism.  We  have  heard 
of  a  man  who  lost  a  leg  in  France  who  doe-  not  think  it 
:i  danger  that  foreign  ship-  should  carry  our  commerce. 
and  we  know  a  man  in  highly  cultured  P.ostnn  who  does 
not  believe  in  ship  subsidy. 


USE  OF  INLAND  WATERWAYS 

In  The  <  )pen  Forum  department  of  The  Traffic 
\\orld  of  January  21  were  contributions  by  two  friend- 
of  government  operation  of  boat-  on  inland  waterways. 
They  'litter  widely,  however.  <  >ne.  Mr.  Shamel.  insists 
that  the  Mississippi  barge  line  is  highly  profitable.  He 
may  be  right  in  his  idea  that  the  government  ought  to 
maintain  this  service,  but  he  is  badly  misinformed  as 
to  the  profit  in  the  lui-m.  ss.  The  other.  Mr.  Hiscano. 
frankly  admits  that  the  reputed  profits  of  the  barge  line 
would  in  it  be  profit-  at  all  if  all  the  costs  to  which  a 
private  carrier  would  be  subjected  were  included.  But 
lie  would  like  to  -<•(•  pruatc  operation  tried  under  con- 
iMflh  where  users  of  waterways  would  have  to  pa\ 

something  for  their  u-e.  Hi-  remark-  are  in  t; 1  spirit 

and  he  i-  fair. 

We  do  not  believe  that  the  time  i-  yet  come  when 
private  operation  of  boats  on  our  rivers— generally 
-peaking  could  be  profitable  for  carrying  freight  if  the 
boats  had  to  pay  for  use  of  the  waterways,  but  there  is 
no  objection  to  anyone  trying  the  experiment.  In  fact, 
he  can  try  it  now  without  paying  for  the  u-r  of  the 
waterway. 


HIGH  RATES  AND  BUSINESS 

The  cry  that  high  freight  rates  arc  throttling  busi- 
i-  heard  again  in  the  debate  on  the  mileage  book 
bill  in  the  Senate.  We  would  pay  little  attention  to  tin- 
views  of  the  senator-  but  for  the  fact  that  we  know  that 
many  other-  entertain  the  same  ideas  and  that  -till  oth- 

••vill  entertain  them  when  they  read  what  the  senators 
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in  question  have  said.  It  is  strange  how  this  error  has 
grown.  Unquestionably  railroad  traffic  men  know  more 
than  anyone  else  about  what  creates  and  what  hinders 
traffic  of  a  certain  kind  in  a  certain  territory.  Unques- 
tionably, also,  they  would  be  the  first  to  want  and  ask 
for  a  rate  reduction  if  they  thought  it  meant  more  busi- 
ness and  more  profits.  But  railroad  men  are  a  unit 
against  the  theory  that  it  is  the  high  freight  rates  that 
have  caused  business  to  slow  up.  Are  they  all  crazy  or 
incompetent,  or  do  the  wild-eyed  senators  know  best? 
Business  is  bad  for  many  reasons.  High  freight  rates 
are,  at  most — in  all  but  a  few  exceptional  cases — a 
minor  factor.  Business  is  not  moving  because  people 
are  not  buying.  They  would  not  be  buying  if  the 
freight  rates  were  cut  in  half. 


FREIGHT  ANALYSIS  FOR  1921 

The  Traffic  World  Washington  Bureau 

Of  the  39,913,296  cars  of  revenue  freight  loaded  in  1921,  32.8 
per  cent  was  miscellaneous  freight,  27.7  per  cent  was  merchan- 
dise, L.  C.  L.,  20.4  per  cent  was  coal,  6.3  per  cent  was  forest 
products,  5.8  per  cent  was  grain  and  grain  products,  3.8  per 
cent  was  live  stock,  2.3  per  cent  was  ore  and  0.8  per  cent  was 
coke,  according  to  an  analysis,  accompanied  by  charts,  made 
by  the  car  service  division  of  the  American  Railway  Associa- 
tion. 

Of  the  45,864,309  cars  loaded  in  1920,  36.6  per  cent  was 
miscellaneous  freight,  19.9  per  cent  was  merchandise,  L.  C.  L., 
22.4  per  cent  was  coal,  6.8  per  cent  was  forest  products,  4.1  per 
cent  was  grain  and  grain  products,  3.5  per  cent  was  live  stock, 
5.3  per  cent  was  ore  and  1.4  per  cent  was  coke. 

Of  the  41,684,052  cars  loaded  in  1919,  57.8  per  cent  was 
merchandise,  L.  C.  L.,  and  miscellaneous  (no  separation  of  mer- 
chandise, L.  C.  L.,  and  miscellaneous  loading  having  been  made), 
21.4  per  cent  was  coal  and  coke  (no  separation  of  coal  and  coke 
having  been  made),  7.1  per  cent  was  forest  products,  4.7  per 
cent  was  ore,  4.9  per  cent  was  grain  and  grain  products  and 
4.1  per  cent  was  live  stock. 

Discussing  the  analysis,  the  division  said: 

"The  outstanding  feature  of  the  performance  of  the  last 
year  is  a  relatively  extraordinary  increase  in  the  loading  of 
merchandise  and  L.  C.  L.,  and  miscellaneous  commodities  com- 
bined, and  the  marked  decline  in  the  raw  materials  entering 
into  manufacture — coal,  coke,  ore  and  forest  products.  Simul- 
taneously, in  1921,  there  was  a  heavy  increase  in  grain  and 
grain  products  loading  and  a  smaller  increase  in  the  loading  of 
live  stock,  but  in  the  latter  case,  this  was  not  sufficient  to  bring 
the  figure  up  to  the  percentage  of  all  loading  in  1919." 


REVENUE    FREIGHT    LOADING 

The  Traffic  World  Washington  Bureau 

Revenue  freight  loading,  in  the  week  ended  January  14, 
totaled  720,877  cars,  an  increase  of  114,885  cars  over  the  pre- 
ceding week,  according  to  the  weekly  report  of  the  car  service 
division  of  the  American  Railway  Association.  Although  a  sub- 
.stantial  increase  was  recorded,  it  was  due  in  part  to  the  fact 
that  the  preceding  week  included  the  New  Year  holiday.  How- 
ever, the  loading  compared  favorably  with  that  in  the  week 
ended  December  17,  when  the  total  was  727,003  cars.  It  ex- 
ceeded the  loading  of  715,855  cars  in  the  corresponding  week 
of  1921,  but  fell  below  the  loading  of  840,524  cars  in  1920. 

Substantial  increases  were  reported  in  the  loading  of  each 
commodity,  grain  and  grain  products  increasing  from  40,673 
cars  in  the  week  ended  January  7  to  50,187  cars  in  the  week 
ended  January  14;  live  stock  from  25,658  to  36.165  cars;  coal 
from  136,982  to  159,245  cars;  coke  from  7,008  to  7,258  cars; 
forest  products  from  41,071  to  48,490  cars;  ore  from  4,321  to 
4,451  cars;  merchandise,  L.  C.  L.,  from  171,786  to  205,545  cars, 
and  miscellaneous  from  178,493  to  209,536  cars. 

The  loading  by  districts  for  the  week  ended  January  14  and 
the  corresponding  week  of  1921  was  as  follpwa: 

Eastern  district:  Grain  and  grain  products,  8,350  and  6315; 
live  stock,  3,534  and  4,396;  coal,  39,774  and  47,650;  coke,  1,808 
and  1,643;  forest  products,  4.987  and  7,597;  ore,  817  and  1.347; 
merchandise,  L.  C.  L,.,  56,694  and  42,972;  miscellaneous,  57,941 
and  51.880;  total.  1922,  173,905;  1921,  163,799;  1920,  201,979. 

Allegheny  district:  Grain  and  grain  products,  2,514  and 
1,964;  live  stock.  3,618  and  4,239;  coal,  42,864  and  53,555;  coke, 
3,428  and  5,805;  forest  products.  2.624  and  2.945;  ore,  1.248  and 
2998;  merchandise,  L.  C.  L..  40,634  and  34.546;  miscellaneous 
42,444  and  43.955;  total.  1922.  139,374;  1921,  150,007;  1920,  170,583. 

Pocahontas   districts:     Grain   and   grain   products,   244   and 


135;  live  stock,  75  and  113;  coal,  20,863  and  20,957;  coke,  197 
and  515;  forest  products,  1,124  and  1,039;  ore,  22  and  69;  mer- 
chandise, L.  C.  L.,  5,168  and  3,910;  miscellaneous,  2,660  and 
2,407;  total,  1922,  30,353;  1921,  29,145;  1920,  34,263. 

Southern  district:  Grain  and  grain  products,  4,268  and 
3,900;  live  stock,  2,598  and  2,094;  coal,  21,959  and  26,554;  coke, 
500  and  650;  forest  products,  14,905  and  12,260;  ore,  474  and 
1,866;  merchandise,  L.  C.  L.,  35,148  and  31,204;  miscellaneous, 
29,820  and  30,272;  total,  1922,  109,672;  1921,  108,800;  1920,  131,- 
219. 

Northwestern  district:  Grain  and  grain  products,  15,743 
and  13,617;  live  stock,  11,162  and  10,157;  coal,  9.664  nd  6,897; 
coke,  986  and  1,360;  forest  products,  14,201  and  12,291;  ore,  353 
and  991;  merchandise,  L.  C.  L.,  23,539  and  22,885;  miscellaneous, 
26,182  and  28,063;  total,  1922,  101,830;  1921,  96,261;  1920,  116,745. 

Central  Western  district:  Grain  and  grain  products,  13,891; 
and  14,223;  live  stock,  12,707  and  12,176;  coal,  20,073  and  21,705; 
coke,  229  and  300;  forest  products,  4,415  and  3,249;  ore,  851 
and  1,892;  merchandise,  L.  C.  L.,  28,858  and  27,617;  miscellane- 
ous, 29,622  and  30,178;  total,  1922,  110,646;  1921,  111,340;  1920, 
124,975. 

Southwestern  district:  Grain  and  grain  products,  5,177  and 
5,332;  live  stock,  2,471  and  1,990;  coal,  4,048  and  5,478;  coke. 
110  and  90;  forest  products,  6,234  and  5,233;  ore,  686  and  516; 
merchandise,  L.  C.  L.,  15.504  and  14,897;  miscellaneous,  20,867 
and  22,967;  total,  1922,  55,097;  1921,  56,503;  1920,  60,760. 

Total,  all  roads:  Grain  and  grain  products,  50,187  and  45,- 
485;  live  stock,  36.165  and  35,165;  coal,  159,245  and  182,796; 
coke,  7,258  and  10,363;  forest  products,  48,490  and  44,614;  ore, 
4.451  and  9,679;  merchandise,  L.  C.  L,.,  205,545  and  178,031; 
miscellaneous,  209,536  and  209,722;  total,  1922,  720,877;  1921, 
715,855;  1920,  840,524. 


NOVEMBER  RAILWAY  REVENUE 

The  Traffic   World  Washington  Bureau 

The  ratio  of  expenses  to  revenues  of  class  1  roads  dropped 
from  93.71  per  cent  in  the  first  eleven  months  of  1920  to  82.67 
per  cent  in  the  same  period  of  1921,  according  to  the  Commis- 
sion's report  on  November  earnings  and  for  the  eleven  months 
ended  with  November. 

The  net  railway  operating  income  was  $563,893,782  as  against 
?55,880,037  in  the  first  eleven  months  of  1920.  Revenues  dropped 
from  $5,679,104,786  in  the  1920  period  to  $5,144,102,409  in  the 
1921  period;  expenses  dropped  from  $5,322,033,665  to  $4,252,664,- 
743  in  the  1921  period. 

For  the  month  of  November  the  net  was  $66,198,293  as 
against  $50,964,905  in  November,  1920,  and  the  operating  ratio 
was  79.06  per  cent  as  against  86.75  per  cent  in  November,  1920. 

Revenues  dropped  -from  $592,054,192  in  November,  1920,  to 
$465,497,432  in  November,  1921;  and  expenses  dropped  from 
$513,614,308  in  November,  1920,  to  $368,012,850  in  November,  1921. 


EXPRESS  CLAIM  SITUATION 

According  to  figures  given  out  by  J.  H.  Butler,  manager  of 
the  loss  and  damage  department  of  the  American  Railway  Ex- 
press Company,  January  25,  the  number  of  claims  for  loss  and 
damage  for  each  1,000  express  shipments  handled  declined  from 
8.82  in  1919  to  4  in  1921.  The  total  number  of  claims  presented 
in  1921  was  781,762,  as  contrasted  with  1,981,801  in  1919.  The 
following  is  a  tabulation  of  the  loss  and  damage  figures  for  the 
past  three  years: 

1919.  1920.  1921. 

Number  of  claims  presented  during  year...   1,981,801     1,845,257     781,762 
Number  of   claims   carried   over   at   end   of 

year    492,817        172,209       47,092 

Number  of  claims  presented  for  each  1,000 

shipments  handled    8.82  8.11  4.00 

Number    of    no    mark    pieces    reported    to 

searching    bureaus    101,874          91,244       23,197 

CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  average  daily  surplus  of  cars  in  good  order  decreased 
from  493,357  in  the  period  January  1-8  to  439,982  in  the  period 
January  8-15,  a  drop  of  53,375  cars,  according  to  the  weekly  re- 
port of  the  car  service  division  of  the  American  Railway  Asso- 
ciation. The  average  daily  shortage  increased  from  219  to  673 
cars,  the  increase  being  due  almost  wholly  to  a  shortage  of  544 
refrigerator  cars. 

The  surplus  was  made  up  as  follows:  Box,  171,136; "  ven- 
tilated box,  7,007;  auto  and  refrigerator,  12,037;  total  box,  190,- 
180;  flat,  13,069;  gondola,  132,781;  hopper,  62.503;  total,  all  coal, 
195,284;  coke,  4,825;  S.  D.  stock,  19,853;  D.  D.  stock.  1,775;  re- 
frigerator, 7.883;  tank,  640,  and  miscellaneous.  6,473. 

The  shortage  was  made  up  of  63  box,  30  flat,  5  hopper,  1 
S.  D.  stock,  30  D.  D.  stock  and  544  refrigerator  cars. 


LOAN   TO   BOSTON   &    MAINE 

The  Boston  &  Maine  has  applied  to  the  Commission  for  a 
loan  of  $5,000,000  for  thirteen  years  from  June  1,  1922,  for  the 
purpose  of  refunding  a  loan  granted  by  the  Commission  May  21, 
1920. 


January  28.  1922 
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Current  Topics 

in  Washington 


Railroad  Accounting  Methods  and  Dividends.  Hindsight, 
working  on  facts  being  brought  out  in  the  Commission's  gen- 
eral Investigation,  is  developing  an  interesting  if  not  wonderful 

>r  suggestions.  One  is  that  regulation  of  carriers.- to  be  suc- 
cessful, must  take  greater  account  of  ordinary  business  n. 
otherwise  common  carrying,  instead  of  remaining  a  good  private 
enterprise,  will  become  a  public  function — that  is  one  carried 
on  by  means  of  taxation  because  private  capital  is  not  allowed 
to  make  a  profit.  Senator  Dial,  of  South  Carolina,  during  the 
debate  on  the  mileage  book  bill,  called  for  less  regulation  and 
common  sense  In  the  operation  of  the  railroads. 

of  the  large  facts  brought  out  durtng  the  investigation 
is  that  the  railroads  are  now  charging  into  their  expense  ac- 
counts materials  and  supplies  bought  at  the  peak  of  high  pn 
at  figures  but  little  less  than  those  paid  for  the  materials  and 

Ilex.  According  to  the  testimony  of  John  A.  Topping,  the 
steel  Industry  has  marked  down  its  inventories  of  materials 
and  supplies  on  hand,  and  is  calculating  its  costs  on  the  basis 
of  prevailing  prices.  In  other  words,  that  the  steel  indu 
has  deflated  Itself,  while  the  transportation  industry  has  not. 
•(!••  transportation  industry  is  keeping  its  accounts  In  ac- 
cordance with  the  rules  of  the  regulating  body. 

rge   M.   Shriver.   whose   exhibits   revealed   the   fact   that 

railroads  are  charging  average,  not  actual  prices.  In  making 
up  their  expense  accounts,  said  that  that  was  the  way  the  ac- 
counts had   been   kept   for  a  long  time.     In   the  long  swing  of 
It  is  asserted,  that  system  gives  the  public  a  square  deal 
because,  when  prices  are  going  up,  the  public.  In  the  ch 
outs  of  the  railroads,  obtains  the  benefit  of  low  prices  for  ma- 
terials and  supplies  before  prices  begin  climbing.     More  than 
steel   industry   witness   said   tbe  large  profits   during    the 
war   were  practically   wiped  out    by   excess   profits   taxes,   and 

marking  down  of  the  inventory  so  as  to  make  It  represent 
it..-  .,,;•!•  i>r  the  materials  and  supplies  on  hand,  at  current 

•  •«.      Kallroad    witnesses,   especially   In   the  cloak    room   dls- 
eUMlons    that    take   place   while   shipper  and   carrier   men   are 
smoking,  retort  that  a  change  In  accounting  would  be  all  right 
for  railroads  if  they  were  permitted  to  raise  their  prices  "with- 
out nolle*-"  as  are  those  for  whom   they  carry      In   that  way. 

tin  v  could   ni>-et    the   wish   for  the  operation  of 

railroads  In  a  common  sense  business  way.     Their  prices. 

point  out.  can  be  raised  only  when  public  authority  says 

•  may,  and  then  seldom  In  less  than  fifty  or  sixty  days  from 

the  suggestion  Is  first  made.  Public  authority  also 
regulates  wages,  the  chief  item  In  their  expense  account.  It  also 
says  trains  must  run.  even  If  It  does  not  provide  protection 

•tien  who  would  be  willing  to  work  for  a  carrier.  If  and 
wh«-n  the  employees  go  on  strike 

In  commenting  on  the  matter.  J.  N.  Teal  remarked  that  the 
railroad*  constituted  the  only  class  that  had  paid  dividends 
wltt:  ruption  during  tbe  last  few  years.  Aristocratic 

trial  stocks,  that,  for  years,  shamed  tbe  clock  for  regu- 
ty,  he  pointed  out.  had  to  ask  to  be  excused  during  the  past 
year  Tin-  regularity  of  dividends,  especially  by  western  rail- 
roads. Mr.  Teal  suggested,  may  be  an  adequate  explanation  for 
some  of  their  stock  going  to  par -or  remaining  above  the  line 
that  Is  the  boundary  between  those  for  whom  no  explanations 
are  needed  and  those  In  need  of  excuse  agents. 


that  was  greatly  desired  by  one  of  the  executive  departments, 
used  to  be  by  the  creation  of  deficits.  But  a  few  years  ago 
Congress  got  tired  of  that  way  of  forcing  open  its  tightly 
clutched  hand.  It  enacted  a  statute  saying  that  he  who  created 
a  deficit,  that  is,  agreed  to  spend  more  money  than  had  been 
appropriated  for  him,  should  pay  a  fine  of  $2,500  or  go  to  jail. 
or  both.  The  offending  chief  clerk,  if  sentenced  to  jail  for  not 
more  than  thirty  days,  could  use  his  vacation  time  for  that  pur- 
pose. But  if  the  judge  said  sixty  days,  he  would  have  to  procure 
the  certificate  of  a  doctor  saying  he  was  so  ill  he  could  not 
work.  Under  such  conditions  he  could  go  to  jail  and  use  up 
his  vacation  and  sick  leave  time,  for  a  whole  year  to  pay  for 
offending  the  peace  and  dignity  of  the  United  States  by  burning 
the  only  kind  of  coal  he  could  buy  with  the  money  given  him  by 
the  offended  United  States. 


Expensive  Economy.     The  government  of  the  United  States' 
In  one  respect,  at  least.  Is  like  the  Ideally  charitable  man.  the 
man  who  does  not  allow  his  right  hand  to  know  what  hit*  left 
Is  doing      With  one  hand  It  says  no  one  in  the  District  of  Co- 
Ma  may  allow  a  dense  smoke  to  escape  from  his  chimney 
for  mon-  than  so  many  minutes  In  the  hour.     With  the  other  It 
says  that  th>-  department  of  agriculture,  for  example,  may  have 
only  so  much  money  wherewith  to  buy  coal.     The  allowance  I* 
no   moi.-   than   enough   for   the  department  that  speaks  for  the 
•  •r-   •<>  buv  •'•>..  kind  of  coal  that  smokes  all  the  time.    These 
are   not    fanciful    statements.     At   least   th«-    (hi.-f   clerk   of   the 
•   .iKiiniltiire  will  take  oath  they  are  not.     He  has 
been   "pinched"   by  the   police  of  the   District   of  Columbia   for 
smoke   nuisance    law.      Secretary  Wallace  has  a 
whole    r.-glment.   more  or  less,   of  lawyers  to  defend   the   chief 
police  court.     But,  skilful  as  are  his  limbs  o'  the 
law.   they   hav    not    yet    found   a  way   for  getting   rid   of   the 
damnintr  facts  in  the  possession  of  the  smoke  Inspectors.   They 
are  as   troublesome  as   the   spot   Lady  Macbeth   was   unable   to 
«*rci*<\  rren  by  the  application  o  fstrong  language.    The  law- 
yers have  been  unable,  thus  far.  to  find  from  which  approprla- 
miicht  pay  the  fine  of  the  chief  clerk  who  bought  tin- 
smoking  coal  when  he  found  he  did  not  have  enough  dollars  to 
•  sufficient  "ipply  of  the  other  kind.    A  favorite  way  to 
0  Congress  to  give  more  money  for  coal,  or  anything  else 


Monday  in  the  Steel  Industry.— It  is  a  long  time  since  any 
industry  appeared  before  the  Commission  ready  and  willing 
to  do  as  much  laundry  work  In  its  presence  as  the' steel  industry 
in  the  present  rate  Inquiry.  Gallic  division  was  shown  when 
the.  Iron  and  steel  men  took  the  stand.  Rates  upon  iron  ore 
constituted  the  rock  upon  which  it  split.  The  division  did  not 
run  along  the  line  created  when  the  United  States  Steel  Corpo- 
ration was  organized.  So-called  independents  were  on  the 
side  of  U<«-  big  company  as  well  as  against  it.  Units  having 
furnaces'  on  the  lake  front  and  protesting  against  reductions  on 
Iron  fronted  by  units  in  the  so-called  independent  part 

of  the  industry.  The  steel  corporation  also  has  blast  furnaces 
on  the  lake  front,  but  it  favored  reduction  on  the  ore  rates. 
It  opposed,  however,  ore  producers  who  asked  for  reductions  on 
iron  ore  rates  from  the  mines  to  the  upper  lake  docks,  in 
addition  to  any  general  reduction  that  might  be  made  on  Iron 
ore.  so  as  to  bring  about  what  they  conceived  to  be  a  better 
adjustment  of  rates  all  around.  It  should  be  remarked  in  this 
connection  that  those  who  call.d  the  testimony  in  favor  of 
reductions  from  the  mines  to  the  upper  lake  docks  and  opposed 
reductions  from  the  lower  lake  docks  the  washing  of  dirty 
linen,  are  those  who  favor  a  general  reduction  on  ore  rates, 
without  any  "adjustments,"  other  than  would  be  made  by  wiping 
up  the  advances  made  under  Ex  Parte  74.  The  others"  did  not 
favor  characterising  the  split  in  the  Industry  by  references  to 
a  textile  of  any  kind.  They  were  content  to  observe  that  their 
minds  did  not  run  with  the  minds  of  st>me  other  men  In  tin- 
Industry. 

The  Mileage  Book  Rate  Problem. — Passage  by  the  Senate 
of  the  Watson  bill,  directing  the  railroads  to  issue  interchange- 
able mileage  books,  with  character  wholly  changed  by  the  dim 
mlns  amendment.  Is  a  distinct  defeat  for  the  scheme,  much 
talked  about,  to  have  Congress  make  rat  en  by  statute.  Senator 
Cummins  fought  th,-  bill  as  Introduced  solely  on  the  theory 
that  It  would  be  disastrous  for  Congress,  with  its  limited 
knowledge  of  I,.'.-  to  undertake  anything  of  that  kind.  The 
bill,  as  amend-  emission  to  require  the  Issuano- 

of  mileage  books  at  Just  and  reasonable  rates.    The  part  of  tin- 
proposed   statute   requiting    the   Commission   to   make  an   order 
-•  mileage  books  Is  a  distinct  departure.    The  Commix- 
has    never   professed    to    have   the    power    to    require    tin- 
Issuance  of  any  kind  of  a  reduced  rate  ticket     All  it  has  done 
has    been    to    prevent    discrimination.     The    question    of   policy, 
whether  to  Issue  or  not  to  Issue,  is  one  of  the  few  things  still 
left,  by  the  law  as  It  now  stands,  to  the  judgment  of  the  carriers. 

There  Is  good  reason,  to  be  found  In  the  records  of  the 
CojWMJMlon.  why  the  carriers,  since  the  end  of  federal  control. 
sWvwbt  returned  to  the-  policy  of  lower  rates  for  those  willing 
to  Invest  In  mileage  books.  The  regulating  body,  at  every 
favorable  opportunity,  has  tiolnted  out  to  them  Instances  In 
which  they  have  given  service  free,  or  at  less  than  fully  com- 
pensatory rates.  Questions  as  to  why  there  were  so  many  lean 
than  standard  3.6  cents  per  mile  passenger  fare  tickets  in  New 
Kneland,  raised  by  representatives  of  railroads  outside  of  New 
Kngland,  seemed  to  please  the  Commissioners. 

As  changed  by  the  Cummins  amendment,  the  bill,  If  It 
becomes  law,  will  leave  the  question  as  to  the  measure  of  the 
rate  per  mile  to  the  Commission.  It  must,  however.  If  the  bill 
passes.  Issue  an  order  requiring  the  selling  of  mileage  books 
of  some  kind.  An  order  requiring  the  railroads  to  issue  books 
at  36  cents  per  mile.  It  Is  believed,  would  be  regarded  by  Con- 
giess  as  a  mockery.  It  Is  certainly  the  commercial  travellers' 
fraternity  would  regard  It  as  such,  and  then  some.  An  order 
of  that  kind.  It  Is  believed,  would  subject  the  Commission  to  a 
much  more  serious  fire  than  has  ever  been  directed  toward  it. 
The  commercial  travellers  want  a  rate  of  2.5  cents.  That,  It  is 
iit-liev«-d.  could  be  proved  by  the  railroads  to  be  less  than  the 
cost  of  sen-Ice  and  therefore  conflscatory.  Three  cents  per 
mile.  If  the  hill  passes,  might  therefore  be.  a  good  guess  as  to 
what  would  be  ordered  by  the  Commission  as  just  and  reason- 
able. If  the  books  were  made  Interchangeable  on  any  road.  It  Is 
believed  the  result  would  be  a  breaking  down  of  the  rate  for 
nearly.  If  not  for  all.  travellers,  because  It  would  be  practically 
Impossible  to  police  such  books  BO  as  to  keep  them  in  the  hands 
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of  their  original  purchasers,  as  would  be  provided  in  the  con- 
tract of  sale,  and  by  the  tariffs.  It  is  considered  doubtful, 
whether,  if  such  books  were  ordered,  the  railroads  would  try  to 
prosecute  offenders  because  such  prosecutions  would  be  un- 
popular, unless  the  popular  mind  has  been  much  more  highly 
educated  than  suspected. 


Wells  vs.  Shales  as  Oil  Producers. — Notwithstanding  the 
jeers  and  gibes  thrown  at  him  three  or  four  years  ago,  George 
Otis  Smith,  head  of  the  United  States  Geological  Survey,  has 
reiterated  his  assertion  that  the  known  and  probable  oil-well 
resources  of  the  United  States  will  be  exhausted  within  the 
lives  of  middle-aged  men.  He  told  a  party  of  trade  paper  editors, 
a  few  days  ago,  that  the  resources  total  about  nine  billion  bar- 
rels. Consumption  is  taking  place  at  the  rate  of  considerably 
more  than  half  a  billion  barrels  a  year.  But  he  said  the  ex- 
haustion may  not  take  place  before  the  end  of  thirty  years 
because,  more  and  more,  the  United  'States  is  coming  to  depend 
upon  foreign  petroleum,  Mexico  being  now  the  source  of  about 
twenty  per  cent  of  th.e  consumption.  Shales,  containing  the 
thing  needed  to  produce  something  that  is  practically  the  same 
as  crude  petroleum,  he  said,  hold  many  more  billions  of  what, 
for  want  of  a  better  name,  is  called  petroleum,  than  have  ever 
or  will  be  taken  from  wells.  Utah  alone  has  enough  shale  to 
lubricate  the  wheels  of  industry  for  generations  to  come,  with- 
out giving  one  thought  to  peanuts,  soya  beans  or  the  youth- 
detested  castor  beans.  Of  course,  they  contain  no  gasoline. 
That,  however,  is  no\  cause  for  tears  because  it  is  widely  be- 
lieved there  are  so  many  things  which  can  be  ground  into  dust, 
that  the  explosive  kick  of  the  internal  combustion  engine  may 
be  heard  in  the  land  for  generations  after  the  memory  of  man 
calls  up  no  more  vivid  picture  of  a  gasoline-driven  engine  than 
it  has  of  the  domestic  arrangements  of  our  leading  citizens  of 
the  heliolithic  culture  age. 


Walker  D.  Mines  Shoulders  the  Blame.— Some  of  Walker  D. 
Hines'  friends  are  inclined  to  the  thought  that  he  is  hyper- 
sensitive about  the  things  that  have  been  and  are  being  said 
about  the  government's  way  of  operating  the  railroads,  just  as 
if  he  were  responsible  for  the  Adamson  Law,  the  federal  con- 
trol law  and  for  the  yielding  of  his  predecessor  in  office  to  the 
big  stick  arguments  of  the  labor  organizations.  As  they  view 
his  testimony  before  the  Cummins  committee,  he  took  every 
extreme  assertion  of  those  who  have  discussed  government  op- 
eration as  being  an  average  and  typical  declaration  and  an- 
swered it  in  kind.  Daniel  Willard  came  in  for  specific  denial, 
although  Willard,  upon  nearly  every  occasion,  has  said  that 
he  could  not  see  how  he  could  have  done  anything  other  than 
the  officers  of  the  Railroad  Administration  did.  As  to  whether 
the  equipment  of  the  railroads  was  as  good  at  the  time  it  was 
returned  as  it  was  when  it  was  taken  over,  probably  there  will 
always  be  dispute.  The  layman,  it  is  believed,  when  he  recalls 
that  the  government,  by  order  during  the  war,  confined  repairs 
to  running  and  draft  gear  so  as  to  keep  the  cars  running,  will 
be  inclined  to  believe  they  were  in  poorer  condition  when  re- 
turned than  when  received.  As  to  Mr.  Hines'  contention  that 
railroad  employees  were  more  efficient  during  government  con- 
trol than  before,  because  they  produced  more  ton-miles, 'a  ship- 
per may  be  inclined  to  inquire  what  railroad  employees  have 
to  do  with  ton-miles.  With  train-miles,  the  shipper  may  admit, 
railroad  employees  have  all  to  do.  But  ton-miles  are  increased 
by  heavier  loading,  which  is  what  shippers  of  carload  freight 
produce — when  they  have  orders  calling  for  maximum  car- 
loading.  Of  course,  if  the  railroad  employees  do  not  pull  the 
trains  the  heavy  loading  of  the  shippers  goes  for  naught.  In 
the  same  way,  unless  shippers  load  heavily,  the  railroad  men 
cannot  produce  an  increased  number  of  ton-miles.  The  less- 
than-carload  traffic  loaded  by  station  house  employees  does  not 
materially  affect  the  ton-miles,  because  that  kind  of  freight  con- 
stitutes a  comparatively  small  part  of  the  total.  Besides,  the 
facts  that  compel  heavy  loading  of  carload  traffic  make  for 
heavier  less-than-carload  traffic.  Taken  altogether,  Mr.  Hines' 
testimony,  therefore,  is  regarded  merely  as  a  reiteration  of 
much  that  was  said  in  defense  of  the  Railroad  Administration, 
while  it  was  operating  the  railroads  based  on  the  misleading 
assumption  that  Mr.  Hines  was  responsible  for  legislation  and 
the  acts  of  his  predecessors,  as  well  as  those  of  the  administra- 
tion.—A.  E.  H. 


NORTH  DAKOTA  BILL  DISMISSED 

The  Traffic  World  Washington  Bureau 

The  United  States  Supreme  Court,  January  23,  in  No.  25, 
State  of  North  Dakota  ex  rel.  William  Lemke,  attorney-general,, 
vs.  Chicago  &  North  Western  et  al.,  dismissed  the  bill  of  com- 
plaint which  was  brought  as  an  original  action  in  the  Supreme 
Court  to  enjoin  the  railroads  from  complying  with  the  order 
of  the  Interstate  Commerce  Commission  in  the  North  Dakota 
Intrastate  rate  case.  The  question  involved  did  not  go  to  the 
controversy  between  the  states  and  the  Commission,  but  was 
one  of  Jurisdiction  of  the  original  bill. 


Mr.  Justice  Holmes,  who  delivered  the  opinion  of  the  court, 
said  the  action  was  a  bill  in  equity  brought  by  the  state  of 
North  Dakota  to  prevent  certain  named  railroads  applying  an 
order  of  the  Commission  until  the  Supreme  Court  could  review 
the  decision  on  which  the  order  was  made. 

The  ground  of  the  bill  was  that,  if  the  Commission's  order 
were  applied,  the  jobbing  business  of  the  state  would  be  unable 
to  compete  with  the  jobbers  of  Minnesota,  and  that  the  Com- 
mission's order  was  invalid  (1)  because  based  on  an  increase 
in  interstate  rates  that  the  Commission  ordered  without  com- 
plying with  the  conditions  said  to  be  imposed  by  sections 
15a  and  19a  of  the  Interstate  commerce  act  and  (2)  because 
based  on  a  misconception  of  section  13,  paragraph  4.  The  de- 
fendants moved  to  dismiss  the  bill.  The  Justice  said: 

The  first  reason  offered  is  that  a  state  cannot  sue  on  account  of 
the  private   grievances  of  its  citizens.     By  an   amendment   the   i 
alleged  a  property  interest  in  itself  but  that  amendment  did  not  cover 
the  extent  of  the  relief  asked,  and  the  case  is  argued  on  the  broad 
ground  originally   taken.     We   shall   leave   this   question   on   one  s 
without  deciding  whether  this  case  can   be  distinguished  from i  < 
homa  vs.   Atchison,   Topeka  &  Santa  Fe  Ry.  Co.,   220  U.   S.   277,   286, 
et  seq.     The  argument  that  we  shall  consider  is  that  the  suit  if 
to  set  aside  or  suspend  the  order  of  the  Commission,  Illinois  Central 
R.   R.   Co.   vs.   State  Public  Utilities  Commission,   245  U.   S    193;   that 
therefore  by  Section  211  of  the  judicial  code  the  United  States  must 
be  made  a  party,  and  that  the  United  States  has  consented  to  be  sued 
only  in  the  district  court,  where  such  suits  are  required  to  be  brought. 
Judicial  Code,  Section  208,  act  of  October  22,  1913,  c.  32;  38  Stat.  219. 

The  state  replies  in  the  first  place  that  the  sections  of  the  judicial 
code  relied  upon  relate  to  the  establishment  of  the  commerce  court 
and  therefore  are  repealed  in  terms  by  the  act  of  October  2 
just  referred  to.  But  that  argument  cannot  be  maintained.  A  pro- 
vision that  all  suits  of  a  certain  sort  shall  he  brought  in  the  com- 
merce court  is  only  justified,  not  repealed,  by  the  abolition  of  the  court 
and  the  transfer  of  its  jurisdiction  to  the  district  courts.  Such  a 
statute  does  not  relate  merely  to  the  establishment  of  the  commerce 
court.  The  sections  cited  always  have  been  assumed,  we  believe,  t< 
remain  in  force  and  they  were  made  a  basis  of  decision  in  Illinois 
Central  R.  R.  Co.  vs.  State  Public  Utilities  Commission,  245  U.  S. 

'The  main  contention  of  the  state  is  that,  if  in  the  opinion  of  the 
court  it  has  a  substantial  right  that  is  infringed  by  what  the 
defendants  are  doing.  Congress  neither  can  take  that  right  away  nor 
prevent  the  state  from  proceeding  in  this  court  for  such  remedy  as 
law  or  equity  may  afford.  But  if  these  premises  were  granted,  it 
would  not  follow  that  the  bill  should  be  maintained.  It  is  a  proceed- 
ing in  equity  in  which  the  requirements  of  complete  justice  and  of 
public  policy  must  be  taken  into  account.  When  they  are  considered 
it  seems  to  us  pretty  clear  that  the  state  should  be  remitted  to  the 
remedy  offered  by  the  statutes — a  suit  in  the  district  court  in  which 
the  United  States  is  made  a  party.  Complete  justice  requires  that  the 
railroads  should  not  be  subjected  to  the  risk  of  two  irreconcilable 
commands — that  of  the  Interstate  Commerce  Commission  enforced  by 
a  decree  on  the  one  side,  and  that  of  this  court  on  the  other.  The 
decision  in  this  case,  although  an  authority,  would  not  be  res  judicata, 
and  the  Commission  would  not  be  concluded  from  rearguing  the 
whole  matter. 

As  to  public  policy,  Congress  has  indicated  the  policy  of  the 
United  States.  For  although  it  is  argued  that  the  requirement  that 
the  United  States  should  be  made  a  party  is  a  mere  matter  of  pro- 
cedure for  the  purpose  of  giving  the  Department  of  Justice  control,  we 
cannot  limit  the  significance  of  the  Judicial  Code.  Section  211,  by  such 
a  speculation.  The  language  of  the  section  shows  that  public  inter- 
ests were  before  the  mind  of  Congress,  and  that  in  its  opinion  an 
order  made  in  the  public  interest  should  not  be  hindered  from  going 
into  effect  until  the  representative  of  the  public  had  been  heard.  It 
appears  to  us  that  this  view  is  so  reasonable  that  it  should  be 
accepted  by  this  covirt  even  if  not  bound. 

There  is  no  doubt  that  a  state  can  sue  in  the  district  court  when 
the  United  States  is  a  party  and  has  consented  to  be  sued  there  and 
has  not  expressed  its  consent  to  be  used  elsewhere.  (United  States 
vs.  Louisiana,  123  U.  S.  32:  Ames  vs.  Kansas.  Ill  U.  S.  449.)  For  the 
reasons  that  we  have  indicated  it  is  equitable  that  a  decree  should 
not  be  entered  except  in  such  form  as  to  bind  the  Interstate  Com- 
merce Commission  and  the  United  States  and  therefore  this  bill  must 
be  dismissed.  The  right  of  the  state  is  sufficiently  protected  by  its 
right  to  appeal  from  the  decision  of  the  district  court.  Cohen  vs. 
Virginia,  6  Wheaton,  264,  395  et  seq. 

NET  OPERATING  INCOME 

':  The  Traffic  World  Washington  Bureau 

The  Bureau  of  Railway  Economics  has  issued  a  statement 
showing  that  class  1  roads  and  large  switching  and  terminal 
companies  earned  a  net  railway  operating  income  of  3.30  per 
cent  in  the  eleven  months  ended  with  November,  1921.  The 
tabulation  follows: 

Rate 

Six  Net  earned 

per  cent  railway  Shortage  (annual 

on  tentative  operating  under  basis), 

valuation.  income.  6  per  cent.  per  ct. 

Eastern      district      (incl. 

Pocahontas   region) 456,792,000  241,446,503  215,345,497  3.17 

Southern     district     (excl. 

Pooahontns   region) 117,838,000  45,785.522  72,052.478  2.33 

Western    district    451,387,000  276.661,757  174,725,243  3.68 

United    States 1,026,017,000     583,893,782     462,123,218  3.30 

Explanation  was  made  that  the  per  cent  of  return  was  com- 
puted on  the  tentative  valuation  made  by  the  Commission  in 
Ex  Parte  74,  adjusted  by  the  bureau  to  apply  to  class  1  roads 
and  to  include  the  net  amount  of  additions  for  1920. 


LOAN    TO    A.    B.    &    A. 

B.  L.  Bugg,  receiver  of  the  Atlanta,  Birmingham  &  Atlantic, 
has  applied  to  the  Commission  for  a  loan  of  $615,592.87  for  fif- 
teen years,  to  enable  the  company  to  take  up  taxes  due  for  1921 
in  Georgia  and  Alabama,  amounting  to  $228,107.88,  and  to  pay 
off  two  short  term  loans  of  $292,549.99  and  of  $94,935. 
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Decisions  of  Interstate  Commerce  Commission 


CREOSOTING  ORDER  REVERSED 

<1  report,  written  by  Commissioner  Daniels,  author 
also  of  the  original,  baa  been  made  in  No.  10582.  American  Creo- 
soting  Co.  vs.  Central  Railroad  of  New  Jersey.  Director-General 
et  al..  opinion  No.  7337,  66  I  c  c.  r>4-55.  The  object  of  the  re- 
vised and  supplemental  report  is  to  bring  the  Commission's 
conclusion  on  that  matter  Into  conformity  with  the  opinion  of 
the  Sii|irfii:c  Court,  in  Ct-ntral  Railroad  Company  of  New  Jersey 
decided  December  5,  1921.  After  stating  the 
facts  respecting  the* original  report  and  the  proceedings  In  the 
Sup  !:.  Daniels  said:  "In  view  of  the  opinion  of 

<'ourt  our  flnding  of  undue  prejudice  and  disadvan- 
tage --d." 

This   is   the  case   in  which   the   Commission   held   that   par- 
tition of   the   defendants   in   tariffs   carrying   Joint    rates  on 
lumber  and  permitting  under  such  rates  creosotlng  in  transit  at 
Madison.    III..    Indianapolis.    Bloomington.   Ind  .   Toledo.    O..   and 
;>son.  Miss.,  over  routes  through   Newark.   N    J..  while  con- 
lem|K>raneou«ly  denying  similar  transit  arrangements  at  Newark. 
the  complainant  to  undue  prejudice  and  disadvantage. 


SOUTHERN    HARDWOOD   CASE 

In  a  report  on  No.  12996.  Southern  Hardwood  Traffic  Asso- 
ciation et  al.  vs.  Illinois  Central  et  al..  opinion  No.  7343.  66  I.  C. 
C.  68-80.  written  by  Commissioner  Cox.  the  Commission  h«>ld 
hardwcod  lumbei  from  the  south  to  Central  Freight 
Association.  Ka.«tern  Trunk  I. in.-  and  New  England  terri- 
tories unreasonable  to  the  extent  that  they  exceeded  the  rates 
In  effect  'mm- -li.it.-ly  prior  to  Kx  l'arte>  74.  by  more  than 
specified  cents  per  100  pounds.  Broadly  speaking  the  decision 
was  that  they  should  be  reduced  about  10  per  cent.  That,  how- 
ever. Is  merely  a  guess  as  to  what  the  reduction i  would  average. 
'(••finite  order  requiring  the  publication  of  tariffs  In  ac- 
cordance with  the  criteria  shown  In  a  table  was  Issued.  Instead, 
as  In  the  Western  Grain  Rate  case,  the  Commission  exprcwed 
an  expectation  that  the  carriers  would  file  tarinX  rot  later  than 
March  6.  operative  on  not  leas  than  10  days'  notice.  The  expec- 
tation, in  this  cane,  was  not  accompanied  by  a  promise  that  if 
\  pe<tatlon  were  not  realised  an  order  would  be  Issued. 

r    minority    views    were   expressed,   with    Commissioner 

Campbell  sharing  the  views  of  Chairman  McChord.     They  con- 

••d   but  said  the  majority  had  not  done  substantial  justice 

•ie  shippers.    Commissioner  Cotter  concurred  only  to  the  rx- 

that   the  majority   said   the  rates   were   now   unreasonable 

because  of  the  Increase  in  the  spreads  caused  by  the  percentage 


•nlssloncT  Daniels  dissented  h*cau*e  In  .substance  the 
mission  held  the  rates  unreasonable  without  nny  citations 
of  ton-mile  figures  showing  unreasonable  earnings  under  the 
existing  rates;  also  because,  as  be  contended,  the  majority  report 
was  bedded  on  the  doctrine  that  every  car.-i.-r  '.Inch  Imd  mad* 
a  percentage  Increase  upon  the  express  luthorlxalion  of  the  Com- 
mission was  violating  the  law  In  maintaining  rates  so  estab- 
lished. He  Mid  the  flnding  was  particularly  unfortunate  because 
It  came  at  a  time  when  the  Commission  was  conducting  a  general 
Investigation  to  determine  whether  It  might  "awfully  require 
further  rate  reductions  than  those. already  niado.  aol  including 
this  one.  and  without  awaiting  the  outcome  of  that  Inquiry. 

•   Eastman  dissented  on  the  ground  that  while 
reductions  are  to  be  made  with  a  view  to  restoring  relation- 
ships, the  desirability  of  that  does  not  prove  th»  unreasonable- 
ness of  the  rates.    The  facts  cited,  he  said,  mlxht  be  reasons  for 
ntary  reductions,  but  did   not   furnish  ground  for  :he  flnd- 
ing of  unreasonableness. 

ilssloner    Altrhlson.    who    was     criticized     by     Senator 
Trammel!  of  Florida  on  a  report  the  senator  said  he  had  beam 
^^H  Altrhlson  had  been  doing  everything  possible  tc  prevent  re- 
in lumber  from   the  south,  did  not  vote  on   the  case, 
"mmissioner  Hall.    They  were  not  In  office  January 
••  was  taken.     They  were  confirmed  late  that 
day  ami   took  the  oath  of  office  the  next.      Pie-  report,  however, 
does  not   disclose  the  farts  mentioned.     It  gives  no  information 
about  l  tie  vote  other  than   what  may  be  Inferred   from   the  dis- 
senting and  concurring  opinions. 

After  setting    forth    the    farts    about   the   complainants   the 

specter    prayer   for   the   restoration   of   the   rates    jf   Aujnist  25, 

•  onrlusion  that  the  hardwood  lumber  indui-try  of 

«onth  Is  in  a  state  of  prostration,  Commissioner  Cox  said,  In 

part,  n.-  follows: 

'  Iti"     l»20    in<  reases    In    bused    prl- 

ng-hntil    trnfllr.     The 
•award,     first     to    the 

"'ill     ln»  >,»    lower     Mississippi 

lisas.   Mississippi.  IxiulMnn.-i.  eastern  Texas 

•n*.  and  In  the  ;«st  groat  reserve  of  hard  wood*  In 


this  country.  On  the  other  hand,  the  great  consuming  markets  are 
still  in  the  northern  states  of  Illinois.  Indiana.  Michigan.  Ohio.  New 
York  and  Pennsylvania,  and  a  large  part  of  the  southern  output  must 
be  disposed  of  there,  if  at  all. 

Complainants  do  not  contend  that  the  rates  from  the  south  have 
ever  U-eii  related  to  those  fiom  the  north  by  fixed  differentials,  hut 
•ay  that  the  differences  actually  existing  August  li.'i.  liijn.  were  the 
outgrowth  of  long  expcii.n.  .  :,n<\  represented  an  adjustment  which 
!••  matted  the  m. .vein,  ni  nf  the  long-haul  traffic  from  the  south. 
•;•]!•  No.  L'V  because  of  Its  maximum  provision,  did  not 

illy  this  relationship;  t»it  the  percentage  increases  of 
1920  naturally  Increased  the  lung-haul  rates  hy  greater  amounts  per 
unit  than  the  short-haul  rates.  Representative  lumbermen  testified 
that  If  II  put  liack  on  the  differences  formerly  in  effect 

between    the    north    and    the    .south,     they    could    and    would    resume 
ition:   that   the   readjustment   asked  would   not   n.  .  •  s-.-u  :h    stiimi- 
lite  the  OOHSOinptlon  of  lumber  but   would   enable   the  southern   hard- 
wood dealers  to  enjoy   a  greater   market   In   a   large   part  of  the   con- 
suming territory,   and    that    if    tin     limner   relationship    were    restored. 
nut   on  a  higher   level,   we  will  take  our  chances  so  far  as  the  rate 

!|>al  northern  competition  comes  from  the  \\  \t 

conata  and  Michigan  mills.     Chicago  la  the  largest  hardwood  consum- 
'Ilic  August.   1920.  Increase  In  the  rate  from 

Wauiuiii.     U    -       •       •         ago,     was     I  ."i     cents,    as    compared     with     an 

Increase   to   the   same    point    from    Memphis    of    8    cents,    from    Camp- 

liell.- .  •  "in    Salt     l.i.k    and    Charleston    of    9.5    cents, 

from   Kittle  Rock  and    lluwtun   of   in.:,  eetits.   and   from    Alexandria  of 

spiled  to  rough  seasoned  oak   lumber  the   Increase  from 

•u»u    would    amount    to   J2.H2    |x-r    l.iiwi    feet,    or    $1M.7:.    per   car   of 

;•••:•      w  I..  T.  :  '  •       i  .  i  .        •        fl  OSS    II          MlOwrn    points    '.   u. i;. 

from  fl.ce  t.  l.OOS  feet  and  from  144  to  163.25  per  car. 

the  rate  Increases  did  not.  of  course,  affect  equally 

all  grades  of  lumU  r       Appioxim :it.  ,  .  nt    of  the  lumber  pro- 

•    ordinary   run  of  logs  Is  known  as  low-grade  lumber. 

While  the  high  and  medium  tirades  can  still  be  marketed  to  a  consld- 

i    i-  claimed   Hint   the   low-grade  lumlwr.   which   is  now 

selling  at   Ihr   mill  at   pi-  •  n  or  lea*,   can   not.    under  existing 

business   -  imitation    charges   to   the    markets 

where   It  Wa*  formerly    cold.      As   much  of   the   low-grade   luniK-i    •  an 

not    move   except    at   an    ».  tn.l    li  »s    It    i>    accumulating    at    the    mills. 

win:  !l>    deteriorate*.      Low-grade    lumber    has    never    \n-ldid 

large  profits,  but  Its  production  Is  a  necessary  accompaniment  of  the 

production    of    !!>•     i.^i.-r    grades,    and    It    must    bring    something    In 

.  of  tin-  transportation  charges  If  the  business  as  a  whole  is  to 

I-    succeasf  I  on. 

Defendants    oppoar  sought    primarily    because    of 

their  own   mil. n  ..i  .ill.     m  mlarily   iH-cause.   In 

their  Judgm.  nt.    the   rates  as?-.  Ie   and  are   not 

responsible  for  the  present  plight  of  complainants.  Th.  t-  M  imon> 
shows  that  more  hardwood  moved  from  certain  points  In  the  south 
during  selected  periods  of  I'-'l  than  m.. \.-.l  during  corresponding 
periods  In  1MO.  As  previous!)  Indicated,  huwi  \ .  r  the  iin-ie.is.-il  move- 
ini-nt  during  1921  m  >  ut.  .1.  al  least  In  part,  to  the  fact  that 

large  stocks   of    Inn  '  '   aid    .  i    the    beginning    of   the    \<  ai 

and  also  to  unexplred  contracts  pn-xi.  -.-.\    entered  Into. 

!      \HKUSt    St.    1921.     the    Met 

railway    operating    Imon  •  railroads    for    the    continental 

I'nltiKl   Hi  .1    n    rctuin   of   2.64    per  cent.      In    that   period    the 

n-tiii  .-astern   district    was  •  •  nt.    in    the    I'ocahontas 

district  4.3*  per  cent,  and  in  tbe  southern  dlstri.-t  l.'iV  j,.  i  ,  ,.,,i  | .',,,- 
August.  I  -  '.irns  were  S. 02  per  cent  f.ir  all  Class  1  railroads.  4.02 

M   Pocahontas  district,  6.47  per 
•  nt    fur    the    siiuth.  i  n    ilisti  i.  t 
••  tiiin  for  all  Class  I  railroads  was  4.2S  i»  i 
cent   under  August,  while  the   return   fi.,    the 
district  Was  IT  an   Increase  of  0.!»7   per  ..in 

Tbe   operating    ratio    was    practically    the    same    in    the    t\\., 

ins  are  based  upon  the  value  ..I   tli.    |.t..- 
us«d   In   the   service    of    transi>ortatlon.    us    fouml    hy    us    In    IIH-I. 

H.     1>IO.    supra,    with    certain    adjustments    reflecting    suhneiiu.  nt 
•••••ISIS  and  betterments. 

The  statement  Is   made  that   the   Increase  In  recent  months  In   net 
railway  operating    Income    Is    more   apparent    than    real   and   has    i 
accomplished  to  a  large  extent  at  the  expense  of  maintenance.     How- 
•ii   the   carriers'    reports   on    file    with    us    It   appears    that    the 

m.e    m     -nt     months    has    exceeded     the 

.luring    comparable    months    in    the    test 

perJaBBl>14  to  1917.     The  expenditure  for  maintenance  In  September, 
^^^•s   2.13    times    the    average    for   September    in    the    test    period. 
Hut  In  this  coi  re  do  not  overlook  the  fact   that  during  r 

'lltures   did    not    result    In    e.|uiil    amounts   of   work 

npllshed.    .In-    In   the    in.  i.-as. -d  cost  of  mat. -rials,    the   higher   1.  \ .  I 

of  wages,  and  other  can--  ut  during  and  since  the  war.     It  is 

also  apparent    from    the    record    pint    the   expenditure   for   maintenance 

of  certain  of  the  defendants  in  ••  •  .  nt  months  Is  below  normal. 

•  •  the  nlxive  figures  reflect  a  rather  unfavorable  financial  con- 
dition   of   the    defendants    for    the    periods    named,    this  .    not 
preclude  us  from   flnding  particular  rate*  or  rates  on    paitlrulnr  com- 
unreasonable    when    the    facts   an-    sufficient    to   Justify 
such  a  finding. 

The  pi.  •-  nt  financial  condition  ami  business  outlook  of  the  south- 
.MI   hardwood   Industry    are   far   from   encouraging.      1  >•  r.-ndanlx    Insist 
that   this   condition    hns    resulted    largely    from    stagnation    In    building 
and  general  business  depression  as  well  as  from  the  Increased   u 
.r»   of   cement    and   other   lumber   substitutes   and    Is   noi 
It    of    in.  i.ase.l    freight    rates.      «n    the    other    hand,    a 
pointed  out.    thir.     is   considerable   testimony   to  the  effect   that    if   the 
r.dtictlons    sought    are    cstahllxhcd    many    of    the    lumber    mills    would 
re«rume    operations       Complainants    urge    that     the    situation    here    Is 
similar  to  that   In   Kites  on   (iraln.   'train   Products  and    Hay    m   I    c 
C..    IS.      Our    conclusions    herein    make    extended    comment    upon    this 
•  ntlon   in.;  but  the  fact    must  not  be  ovci  looked   that    t  li- 

iem    In    th-  district,    which    was    principally    afT.ct.il    In 

our  decision  In  the  (irai'i  Case,  w.ie  earning,  as  a  whole,  during  a 
period  shortly  before  our  r>-|iort  In  that  case  was  Issued  a  u-turn 
xcmewhal  •  turn  to  which  they  were  entitled  ut 

the   transportation  act,    1920.   whereaw  the   carriers   principally   afT 
In   the  prcnent   case   are  and   have   been   earning  as  n    whole   substan- 
tially less   than   the   return   to    which    they   are   entitled   under   the    law. 
Nevnrlhless   It    does    not    necessarily    follow   that    the   pi.  ulngs 

on  hardwood  lumber  are  properly  adjusted  to  the  aggregate  earnings 
of  the  region,  or  that  some  readjustment  may  not  be  reasonable. 
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Complainants  emphasize  the  fact  that,  because  of  the  relatively 
IOUK  haul  of  hiinlwood  lumber  fruin  southern  points  to  consuming 
points  in  i-i.|iti:il  iiiiit  eastern  trunk  line  territory,  the  percentage 
,  bas  hail  a  peeiiliarh  disturbing  effect  upon  their  business 
\\v  are  convinced  mat  there  us  merit  in  tins  point.  In  Increased 
Kate-  Hoi  supi  >nm/..  d  the  probability  that  the  percentajp 

Increases  iiieiein  aiith..n/e.i  might  require  readjustments  both  in  the 
level  01   thi    rates  .nut  m  tli.-ir  relationship.     \\  >•  there  said: 

••Most  nf  tin-  factors  with  which  we  arc  dealing  are  constantly 
chung. nif  It  is  impossible  to  forecast  with  any  degree  ol  certainty 
wl.ai  th.-  v..iiiinr  ol  trallic  w.ll  be.  Tin-  K.-n.-ral  price  level  is  chang- 
ing Crom  inontb  to  inontli  ami  from  day  to  day.  It  is  impracticable  at 
this  t.me  to  aojust  all  of  tin-  rates  on  individual  commodities.  The 
rates  to  be  establish,  il  on  the  basis  heivinheiore  approved  must  neces- 
sar.ly  be  subject  to  such  readjustment!  as  the  facts  may  warrant, 
is  conceded  by  the  carriers  that  readjustments  will  be  necessary.  It 
is  expect.  .1  that  shippers  will  take  these  matters  up  in  the  first  m- 
stam-e  with  the  carriers,  and  the  latter  will  be  expected  to  deal 
I'l.inptly  and  effectively  therewith,  to  the  end  that  necessary  read- 
justments may  be  made  in  as  many  instances  as  practicable  withou 

following    that    admonition,    complainants    sought    to    induce    de- 
fendants   voluntarily   to   nail  just   their  rates,    and    with   that  object   i; 
vi.  w    several    coiiferenres    were    held.      These    conferences    failed    to 
bring    about   a   result    satisfactory    to    complainants. 

The  percentage  increases,  as  applied  to  rates  on  hardwood  lum- 
b.  r  from  points  on  defendants'  lines  to  points  in  Western  Trunk 
L/nc  Central  Freight  and  K.istern  Trunk  Line  territories  have  to  a 
considerable  extent  disturbed  the  relationship  of  rates  between  the 
more  distant  hardwood-producing  points  of  the  south  and  the  com- 
paratively near-by  producing  points  of  Michigan,  Wisconsin  and 
other  northern  states.  Manifestly  this  disturbance  has  been  greater 
at  some  points  than  at  others  and  the  present  record  is  inadequate 
for  determination  of  the  precise  extent  to  which  this  disturbance  has 
jesulted  at  all  destination  points  involved.  In  the  basis  which  we 
prescribe  herein,  consideration  has  been  given  to  the  measure  of  tn 
rates  and  also  to  a  contraction  of  the  spread  between  the  rates  from 
northern  and  southern  producing  points  to  common  markets,  with  a 
view  to  making  the  spread  for  the  future  bear  a  closer  relationship 
to  that  which  existed  pflor  to  August  26,  1920.  A  revision  of  rates  on 
hardwood  lumber  from  southern  points  may  stimulate  the  movement 
from  those  points  to  the  destination  territory  described,  and  thereby 
increase  rather  than  diminish  the  net  revenue  of  the  southern  earners. 

We  find  that  the  rates  on  hardwood  lumber  here  assailed  will  be 
for  the  future  unreasonable  to  the  extent  that  they  exceed  the  rates  in 
effect  August  25,  1920,  by  more  than  the  amounts  in  cents  per  100 
pounds  shown  in  the  table  below.  The  following  table  is  representa- 
tive only,  and  rates  from  and  to  other  points  involved  should  be 
revised  in  harmony  with  the  amounts  prescribed  below.  It  should 
also  be  understood  that  in  revising  the  rates  no  new  fourth  section 
departures  or  increases  in  existing  fourth  section  '  departures  are 
authorized,  nor  should  such  findings  be  construed  as  justifying  or 
authorizing  increases  in  any  rates  which  are  lower  than  if  made  on 
the  maximum  bases  outlined: 

To  Trunk  Line 
Territory,  New 
To  C.  F.  A.     England,  and 

From —  To  Illinois  Territory     Virginia  Cities 

Cents  Cents  Cents 

Missouri   6  7  9 

Arkansas    1  10 

Texas     8  9 

Louisiana   8  9  11 

Mississippi     7  10 

Alabama     8  10 

Georgia     9  9  9 

Florida    9  9  9 

South    Carolina    9  •  9  9 

North    Carolina    9  9  9 

Virginia     9 

West  Virginia 9  7  8 

Tennessee     8  8  9 

Kentucky     : 7  7  9 

No  order  will  be  issued  at  this  time,  but  carriers  will  be  expected 
to  file  and  make  effective  rates  in  accordance  with  the  findings  herein 
made  not  later  than  March  6,  1922,  by  publication  upon  not  less  than 
10  days'  notice. 

After  saying  that  he  thought  the  conclusions  of  the  majority 
"fall  short  of  substantial  justice  to  the  shippers,"  Chairman  Mc- 
Chord  in  his  concurrence  said: 

With  the  light  afforded  by  the  record,  I  can  only  attribute  to  an 
,  unreasonable  rate  level  the  continued  prostration  of  the  hardwood 
industry  in  the  face  of  a  reversion  to  practically  prewar  production 
costs,  prewar  selling  prices  of  the  lower  grades,  and  not  greatly  higher 
prices  of  the  higher  grades.  Conceding  that  there  may  still  be  some 
play  of  other  economic  factors  in  the  situation,  the  fact  remains 
that  transportation  revenues  are  derived  from  traffic  movements,  not 
from  mere  rates;  and  it  is  manifestly  antagonistic  to  the  interests 
of  both  carriers  and  producers  to  maintain  rates  at  levels  that  tend 
to  curb,  rather  than  to  stimulate,  a  flow  of  traffic.  To  mv  mind, 
the  record  calls  for  more  substantial  reductions,  and  we  should  enter 
an  order  prescribing  them. 

Commissioner  Campbell  shares  the  views  of  the  chairman. 

'.'I  concur  in  the  report  with  respect  to  reductions  of  rates 
to  points  where  such  reductions  make  for  a  restoration  of  re- 
lationships as  they  existed  prior  to  August  26,  1920,"  said  Com- 
missioner Potter,  in  his  concurring  opinion.  "It  is  my  opinion 
that  the  complainants  are  entitled  to  such  reductions  on  this 
ground  and  without  regard  for  other  considerations  mentioned 
in  the  report,  my  thought  being  that  the  disproportionate  in- 
creases by  percentages,  of  the  long  haul  rates,  under  existing 
conditions  have  become  unjust  and  unreasonable  and  therefore 
the  resulting  rates  are  not  just  and  reasonable.  I  do  not  assent 
to  the  sufficiency  of  any  other  reasons  assigned  fcr  a  reduction 
nor  do  I  concur  in  the  reductions  to  points  whero  such  reduc- 
tions do  not  make  for  a  restoration  of  the  former  relationships." 

"This  sweeping  finding  of  unreasonableness  is  not  supported 
in  the  report  by  any  citation  of  ton-mile  earnings,"  said  Com- 
missioner Daniels,  in  his  dissent.  He  took  his  colleagues  to  task 
on  nearly  every  point  involved  in  the  case,  contending  that  they 
were  laying  up  trouble  for  themselves  because  under  this  de- 
cision every  other  group  of  lumbermen  could  reasonably  expect 


similar  treatment.  He  put  in  a  table  showing  increases  from 
Memphis  and  Wausau,  typical  points  in  the  north  and  in  the 
south  as  to  points  of  hardwood  origin.  He  said  that  an  inspec- 
tion of  the  last  column  of  that  exhibit  made  it  appear  that,  dis- 
tance considered,  the  aggregate  increases  from  Wausau  resulting 
from  Kx  Parte  74  will  be  greater  than  from  Memphis  when  the 
last  mentioned  city  has  had  its  rates  readjusted  in  accordance 
with  this  finding.  Under  such  a  showing,  he  said,  the  Commis- 
sion must  be  expected  to  be  confronted  with  complaints  from 
hardwood  producers  in  the  northwest  and  Central  Freight  As- 
sociation territory  for  corresponding  reductions  in  their  lates. 
Continuing,  he  said: 

This   piospect   but   illustrates   the   extensive   dislocation    we    must 
anticipate  in  tne   rates  on  lumber.     We   have   frequently   required  an 
equalization  of   rates  en   hard   and   sott  woods.      What   reason   can    be 
cited   why    yellow-pine   pioducers   should   not   demand   the   same   rate: 
as   apply   on   hard   woods  lor   the   same   haul?     It   is   true    that   more 
southern  pine  moved  tor  the  year  ended  September  1,  1921,  under  t 
present  level  of  rates  than  moved  in  the  preceding  year.     But  this   is 
also    largely    true   of    60    per   cent   of    the    hard    woods,    grades    Nos. 
and  2   moving   in    practically   unoiminished    volume   under   the   present 
rates      If  the   curtailed   movement  of   40   per  cent  of  the   lower  grad 
hardwoods    is    to    lower    the    general    plane    of    hardwood    rates,    why 
should  not  the  same  considerations  lower  the  entire  plane  of  yellow- 
pine  rates,    because   the   plane   of   hardwood   rates   is   reduced? 
yel.ow-pine  rates  are  reduced,  the  rates  on  fir  from  the  Pacific  north- 
wesi   will  consistently  come  in  for  another  reduction. 

record  may  warrant  such  findings  and  conclusions  as  were 
made  in  National  Live  Stock  Shippers  League  vs.  A.  T.  &  S.  F.  Ry. 
Co ,  63  1.  C.  C.,  107,  where  we  developed,  on  pages  116,  117,  the 
fundamental  piinciples  which  must  guide  us  in  rate  situations  analo- 
gous to  this.  It  does  not,  in  my  opinion,  warrant  the  broad  finding 
here  made  of  unlawfulness  to  the  extent  that  rates  in  effect  August 
25,  1920,  will  be  exceeded  by  more  than  determined  amounts  to  some 
destinations  and  undetermined  amounts  to  other  destinations.  This 
indertniteness  in  itself  demonstrates  inability  to  prescribe  the  margin 
of  reasonableness  on  movements  to  Canada,  for  example,  or  western 
trunk  line  territory,  or  the  Ohio  River  crossings,  from  the  widely 
dift'ereing  points  of  origin  which  are  indicated  only  by  the  names  of 
states. 

If  the  real  basis  for  the  finding  is  relationship  of  rates  from  the 
south  to  rates  from  Wisconsin  and  Michigan  to  common  destinations, 
those  northern  rates  are  assumed  as  standards  of  reasonableness. 
They  certainly  are  not  so  proved.  The  indeterminate  standards  of 
reasonableness  on  rates  from  the  south  set  up  by  this  report  neces- 
sarily extend  in  their  influence  to  all  forest  products  from  the  south, 
and  thus  in  turn  affect  all  from -the  Pacific  coast  and  inland  empire, 
which  will  bring  into  direct  issue  the  rates  from  Wisconsin  and 
Michigan  Reduction  there  will  start  the  wheel  revolving  again. 
But  that  is  not  all.  Percentage  increases  such  as  were  authorized  in 
the  Five  Per  Cent  Case,  the  Fifteen  Per  Cent  Case,  and  Ex  Parte  74, 
for  the  imperative  reasons  there  given,  necessarily  disturb  the  differ- 
ence in  amounts  per  unit  then  existing  between  rates  for  long  hauls 
and  those  for  shorter  hauls.  By  the  same  reasoning  as  that  here 
followed  the  rates  for  the  longer  hauls  become  unreasonable  in  propor- 
tion as  they  exceed  the  former  differences,  and  this  will  apply  on 
every  commodity  as  well  as  on  all  classes.  More  than  that,  any 
scale  of  distance  class  rates  becomes  unreasonable  where  the  pei- 
centage  relation  between  the  classes  remains  constant  with  increasing 
distance,  because  the  first-class  rate  grows  faster  per  unit  than  the 
sixth  class,  as  applied  to  hauls  of  100,  200  or  300  miles. 

The  Commission  thus  in  effect  sets  up  a  criterion  of  reasonable- 
ness which  is  impossible  of  application  unless  it  be  assumed  that  all 
rates  in  this  country  were  reasonable  on  some  past  date.  August  25, 
1920,  is  the  date  taken  here,  although  on  that  date  all  the  general  per- 
centage increases  had  been  made  except  that  under  Ex  Parte  74. 
Logically  we  should  go  back  to  the  fore  part  of  1914,  and  starting  from 
that  must  find  that  every  percentage  increase  was  unlawful  to  the 
extent  that  it  changed  the  difference  in  amounts  per  unit  between 
rates  for  longer  and  shorter  hauls.  It  is  of  the  essence  of  percentage 
increase  that  it  should  do  that  very  thing.  I  am  unable  to  accept  the 
doctrine  that  every  carrier  which  has  made  percentage  increases 
under  our  express  authorization  will  violate  the  law  in  maintaining 
the  rates  so  established,  and  this  report  is  bedded  on  that  dictrine 
whether  consciously  or  not. 

The  finding  is  particularly  unfortunate  because  it  comes  at  a  time 
when  we  are  conducting  a  general  investigation  to  determine  whether 
we  may  lawfully  require  further  rate  reductions  than  those  already 
made,  not  including  this,  and  without  awaiting  the  outcome  of  that 
inquiry. 

The  findings  in  the  report  are  really  less  serious  in  their  imme- 
diate effect  on  carrier  revenue  than  in  their  prospective  effect  on 
future  rate  adjustments  generally.  There  seems  no,t  unlikely  -an 
.eventual  equilibrium  of  general  prices  perhaps  50  per  cent  over  the 
prewar  level.  To  the  new  level,  whatever  it  be,  an  adjustment  must 
eventually  be  made.  But  until  carriers'  costs  have  been  adjusted 
thereto,  the  reduction  in  rates,  if  it  outruns  the  contemporaneous 
reduction  in  expenses,  means  progressive  inability  to  meet  the  needs 
of  traffic,  indefinite  postponement  of  securing  additions  and  better- 
ments which  the  normal  growth  of  traffic  renders  indispensable  and 
will  only  intensify  the  distress  that  is  certain  to  come,  if  and  when 
industry  again  resumes  its  normal  stride.  For  this  reason  it  is  im- 
perative that  reductions  which  we  require  should  be  made  upon  a 
carefully  reasoned  program,  and  not  upon  such  inadequate  and  tenuous 
grounds  as  we  here  cite  for  our  action. 

In  his  dissent  Commissioner  Eastman  said  the  reductions 
required  by  the  majority  were  not  large  in  amount  and  were 
based  on  the  desirability  of  restoring  rate  differences  as  they 
existed  prior  to  August  26,  1920.  He  said: 

While  I  agree  that  such  restoration  is  desirable,  it  does  not 
seem  to  me  that  this  proves  that  the  rates  assailed  are  bn- 
reasonable. 

The  southern  hardwood  producers  are  clearly  in  desperate  straits. 
Like  the  lumbermen  of  the  Pacific  northwest,  the  percentage  in- 
crease of  1920  made  it  more  difficult  for  them  to  compete  with  pro- 
ducers who  are  nearer  the  principal  markets.  They  say  that  if  their 
rates  are  preduced  they  will  ship  more  lumber.  This  might  well 
be  reason  for  voluntary  reductions  by  the  carriers,  at  least  for  an 
experimental  period,  even  greater  than  are  now  proposed,  following 
the  example  of  the  carriers  serving  the  lumbermen  of  the  Parilic 
northwest.  But  not  everything  that  the  carriers  may  do  voluntarily, 
as  a  matter  of  sound  business  policy,  or  that  the  government  might 
do  if  it  owned  the  roads,  can  be  required  by  the  government  of 
privately  owned  carriers.  I  reach  the  conclusion  with  regret  that 
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the   report   of  the   majority   doe»   not   furnish   sufficient   ground    for  a 
finding   that    the   rate*   assailed   are   unreasonable. 

GRAIN,    MEMPHIS    TO    CAROLINA 

In  a  report  written  by  Commissioner  Aitchison,  in  I.  and  S. 
No.  1410.  grain  and  grain  products  from  Memphis,  originating 
beyond,  destined  to  Carolina  territory,  opinion  No.  7331.  66 
I.  C.  C.  19-25,  the  Commission  held  that  the  carriers  had  justi- 
fied the  proposed  increased  carload  and  less-carload  rates  on 
grain  products  from  Memphis  to  Carolina  territory,  when  origi- 
nating in  Arkansas.  Oklahoma.  Texas  and  Louisiana.  The  sus- 
pension order  was  set  aside  as  of  January  28. 

By  this  decision  the  carriers  have  been  permitted  to  change 
their  rates  on  grain  from  the  Southwest  to  the  Carolina  ter- 
ritory and  to  points  in  Atlanta  territory,  such  as  are  sometimes 
called  Carolina  territory  south  of  the  Walhalla  line.  The  re- 
ductions as  a  whole.  Commissioner  Aitchison  said,  more  than 
offset  the  increases. 

This  readjustment  complements  the  readjustment  that  be- 
came effective  October  1,  1921.  through  the  Ohio  and  Mississippi 
river  crossings  north  of  Memphis.  Memphis  and  Nashville 
caused  the  suspension  of  the  rates  relating  to  grain  from  the 
Southwest.  Grain  Interests  at  St.  Louis.  Cairo.  Louisville  and 
Cincinnati  intervened  In  the  case  In  behalf  of  the  readjustment. 


14-cent  rate  as  a  proportional  charge,  and  not  against  the  16.5- 
cent  charge  for  export  traffic. 


PROPOSED  SALT  RATES  CONDEMNED 

In  a  report  written  by  Commissioner  Hall,  on  I.  ft  S.  No.  1398. 
salt  from  Louisiana  mines  to  Chicago,  St.  Louis,  and  Interme- 
diate main  line  points,  opinion  No.  7344.  66  I.  C.  C.  81-93.  the 
Commission  has  held  unlawful  a  proposed  rate  of  $4.20  on  salt. 
In  carloads.  80,000  pounds  minimum,  from  mines  on  the  main 
lines  of  the  Illinois  Central  and  Yazoo  ft  Mississippi  Valley,  in 
Louisiana,  to  Chicago.  St.  Louis  and  Intermediate  main  line 
points.  The  unlawfulness  would  consist  of  unprotected  depart- 
ures from  the  fourth  section. 

This  Is  the  case  in  which  New  York.  Michigan,  and  other 
northern  and  eastern  salt  companies  and  northern  and  eastern 
railroads  opposed  Ihe  making  of  a  rate  pleasing  to  the  big  pack- 
ers at  St  Louis  and  Chicago  on  the  ground  that  It  would  be  so 
much  lower  than  reasonable  that  It  would  deprive  the  protesting 
carriers  of  a  reasonable  rate  of  return  on  their  property  devoted 
to  transportation. 

The  condemnation  of  the  rate,  however,  was  not  complete. 
The  Commission  said  that  the  carriers,  producers,  and  consum- 
ers should  confer  with  a  view  to  establishing  a  satisfactory  rate 
structure  from  the  competing  salt,  producing  centers,  both  well 
and  mine.  In  disposing  of  the  case,  the  Commission  referred  to 
what  It  bad  said  In  coal  fom  Detroit.  Toledo  ft  Ironton  mines. 
(4  I.  C.  C.  564  and  then  said: 

It    I*  dear  that   the   rate*   from   the   several   salt-producing   field* 
to  the  consuming  point*  should  be  related.     A  proper  rate  relationship 
between  competitive  group*  I*  In  many  respect*  of  greater  Importance 
••  shipping  public  then  the  measure  of  the  rate  lt*elf.     Coal  from 
ruled"  *    Ironton    I!     I.     Mines,   supra.      In   the   present   pro- 
ceeding we  have   before  ti*  the  rate*  only  from   the   Ixmulana   mine* 
to  certain  destination*,  and  the  record  doe*  not  afford  a  aatlsfio 
but*  for  determining  lawful  rate*  on  this  traffic.     Hut  we  think  that 

,  and  consumers  of  salt  shoul.l 
satisfactory     rst<-     «trn<  lure.     Ktvlng 
•  a*  distance  •  •  >    traversed. 

compel  I  tire  condition*,  carload  minima,  nml  whether  rate*  and  minima 
.    ,,.  ,   - 


nasin  lor  determining  lawiui  rate*  on 
the  Interacted  producers,  carrier*,  and 
with  a  view  to  e*t*MI*htng  a  sail 
do*  consideration  to  such  elements  •• 


package  salt  differing 


tuilk  nail. 


RATES  ON  CYPRESS  PILING 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  12129.  Nebraska  Bridge  Supply  *  Lumber 
Co.  vs.  Director-General.  as  ag«nt.  opinion  No.  7335,  M  I.  C.  C. 
•42-3.  as  to  a  combination  rate  of  20  cents  on  cypress  piling 
shipped,  hi  January.  February  and  March,  1918.  from  Hargrove 
Switch  and  Cardwell.  Mo.,  to  Morrllton.  Ark.  Joint  commodity 
rate*  were  In  effect  from  Cardwell  to  other  points,  for  com- 
parable distances,  of  16  cents.  The  Commission  held  In  this 
case  that  16  cents  would  have  been  the  reasonable  rate  and 
ordered  reparation  to  that  basis. 


EXPORT   SUSPENSION    LIFTED 

The  Trtfe  World  Wtihimgto*  Bureau 

The  Commission  hat  vacated  the  export  rate  part  of  I.  and 
S.  No  1471  by  lifting  its  order  of  suspension  so  far  as  an  export 
rate  of  14.5  cents  per  100  pounds  carried  In  Louisiana  &  Arkan- 
sas supplements  No*.  10  and  11  to  Its  I.  C.  C.  1172  and  Lou- 
isiana Railway  ft  Navigation  "',,  i  A-865.  Is  conceited 
Tect  of  the  vacation  will  be  to  allow  that  export  rate 
of  !'".  "  cents  from  Shreveport  to  Baton  Rouge.  New  Orleans  and 
Intermediate  ports  to  become  operative  January  24. 

The  part  of  the  order  suspending  the  1 1  -rent  proportional 
rate  from  Shreveport  to  Natchez  and  the  16.5-cent  rate  for 
application  to  domestic  tafflc  remains  In  full  force,  (n  explana- 
tion of  the  vacation  order  it  wax  said  at  the  Commission  that 
the  protests  filed  against  the  tariffs  mentioned  were  <1 
only  again-'  the  11.6-cent  rate  as  a  domestic  charge  and  the 


MERIDIAN  RATES  ADJUSTED 

Tin  Traffic  World  Washington  Bureau 

With  a  view  to  getting  rid  of  troubles  caused  by  the  fact 
that  in  the  Meridian  Traffic  Bureau  ease,  60  I.  C.  C.,  only  four 
carriers  in  Alabama  were  defendants,  and  that  its  order  therein 
was  subject  to  a  distance  limit,  the  Commission,  in  I.  and  S. 
K'.Ti,  has  required  the  carriers  to  substitute  for  their  proposals, 
not  later  than  February.  .7  rates  on  fertilizer  and  fertilizer  ma- 
terials, horses,  mules  and  cattle,  lumber  and  brick,  between 
Meridian  and  points  in  Alabama  on  the  Southern  Alabama,  Great 
Southern  and  Mobile  &  Ohio,  within  200  miles  from  Meridian, 
prescribed  by  it  also  on  cement,  from  Pocari,  Alabama,  to 
Meridian,  by  way  of  the  Southern  Railway;  on  lumber  between 
Meridian  and  destinations  on  Alabama,  Tennessee  &  Northern: 
and  on  all  other  commodities,  between  Meridian  and  destinations 
on  the  Alabama.  Tt-nm  >.-ee  &  Northern,  that  are  subject  to  lower 
joint  commodity  rates  or  lower  joint  class  rates  applicable  on 
said  commodities  as  are  rated  in  classes  K,  L,  M,  N  and  O  in 
Note  07  of  Crossland's  I.  C.  C.  No.  4.  The  rates  prescribed  by 
itie  Commission  are  somewhat  lower,  generally  speaking,  than 
those  proposed  by  the  carriers  and  are  to  be  put  into  operation, 
notwithstanding  the  declaration  of  the  carriers  that  they  will 
create  confusion  In  Alabama.  The  Commission  said  Alabama's 
commission  could  take  care  of  that  situation. 


LIVE  STOCK  UNLOADING  CHARGES 

The  Trtfc  World  Washington  Bureau 

In  a  report  on  No.  11900.  Omaha  Packing  Company  et  al.  vs. 
Santa  Fe  et  al..  and  related  cases,  the  Commission  held  that  It 
was  not  vlolative  of  the  act  for  the  carriers  to  refuse  to  unload 
ordinary  live  stock  Into  pens  adjacent  to  plants  of  complainants 
In  different  parts  of  country,  or  in  lieu  thereof  to  make  com 
plalnants  an  allowance  for  terminal  unloading.  The  Commission 
held  that  the  law  requiring  the  carriers  to  unload  at  public  stock 
yards  did  not  extend  that  duty  to  private  stock  yards,  and  that 
the  failure  to  unload  at  private  yards  did  not  constitute  a  dis- 
crimination such  as  Is  forbidden  by  law. 

The  Commission  held,  however,  that  the  refusal  of  carriers 
to  unload  and  reload  live  Mock  en  roufe  without  extra  charge  in- 
tended for  private  yards  constituted  an  unlawful  discrimination. 
which  must  be  removed  by  affording  such  unloading  and  reload- 
ing en  route  as  law  compels  them  to  do  without  charge  in  addi- 
tion to  line-haul  charges. 


PAYMENTS  TO  CARRIERS 

A  final  certificate,  for  the  benefit  of  the  Terminal  Railroad 
Association  of  St.  Louis  and  its  subsidiaries,  has  been  Issued 
by  the  Commission.  It  found  that  the  association  and  its  sub- 
sidiaries were  entitled  under  paragraph  (a)  of  section  209  to 
$1.693  96n  7.Y  The  association  and  Its  subsidiaries  have  received 
.11  but  $287.960.75  of  the  amount  to  which  they  were  entitled. 
The  certificate  gives  them  the  sum  last  mentioned  and  closes 
that  part  of  the  account  between  the  terminal  association  and 
the  government. 

The  Railroad  Administration  announced  the  following  final 
settlements  this  week:  Cincinnati.  New  Orleans  &  Texas  Pa- 
cific. $525,000;  Delta  Southern.  $60,000;  Houston  &  Brazos  Val- 
ley. $130.000;  St.  Joseph  Terminal  Railroad  Co.  paid  Director- 
ueral  $3.000;  and  the  Monson  Railroad  Co..  a  short  line,  $800. 


CHANGES    IN    DOCKET 

Hearing  In  Valuation  Docket  60,  assigned  for  January  23 
at  Washington.  D.  C.,  was  reassigned  for  January  24. 

Hearing  In  I.  and  9.  1453.  vehicles  and  vehicle  bodies  from 
eastern  points  to  transcontinental  territory,  assigned  for  Janu- 
ary 25  at  Cincinnati,  was  canceled. 

Hearing  In  13114,  E.  W.  Arthur  vs.  Director-General,  as- 
signed for  January  24  at  Omaha,  was  reassigned  for  January  28 
at  Omaha. 

Hearing  In  I.  and  8.  1476.  class  and  commodity  rates  from 
Chicago  and  other  points  to  south  Atlantic  and  Gulf  ports  for 
transshipment  via  Panama  Canal,  and  fourth  section  app.  12115 
of  K  I,  Spejden.  assigned  for  January  23  at  New  York,  was 
reassigned  for  February  14  at  Washington.  D.  C.,  before  Exam- 
iner I>lM|lle 

MINOR   COMMISSION    ORDERS 

Swift  ft  Co.  has  been  permitted  to  Intervene  In   No.    I 
the  Southern  Poultry  and  Epg  Shippers'  Association  et  al.  vs.  Ala- 
bama ft  Mississippi  et  al. 

The  Barrett  Company  has  been  permitted  to  Intervene  In' No 
11481,  the  Certain  teed  Products  Corporation  et  al.  vs.  A.  T.  ft 
S.  F.  et  al. 
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RATES   TO   ABERDEEN,   S.  D. 

In  a  report  on  further  hearing  in  No.  10316,  Traffic  Bureau 
of  Aberdeen  Commercial  Club  vs.  Ahnapee  &  Western,  Director- 
General  et  al.,  Exminer  Lawrence  Satterfteld  said  the  Commis- 
sion should  adhere  to  its  finding,  in  56  I.  C.  C.  147,  that  class 
rates  from  Chicago  to  Aberdeen,  S.  D.,  had  not  been  shown  to 
be  unreasonable  or  unduly  prejudicial,  but  that  the  proportional 
scale  from  Mississippi  River  crossings  on  traffic  to  Aberdeen 
from  the  east  should  be  modified  as  indicated. 

Further  hearing  was  had  on  the  application  of  both  parties. 
The  shippers  contended  that  the  relief  afforded  was  inadequate 
and  particularly  criticized  it  because  the  fourth  class  rate  car- 
ried in  the  scale  was  higher  than  the  rate  under  attack.  The 
carriers  contended  for  a  re-establishment  of  the  spread  that 
formerly  existed  between  Chicago  and  St.  Louis  as  gateways, 
but  Satterfleld  said  that  that  was  practically  equivalent  to  a 
request  for  a  restoration  of  what  had  'been  condemned. 

The  proportional  scale  as  prescribed,  with  the  inflations 
caused  by  Ex  Parte  74  included,  was  as  follows: 

Class     .  12345ABCDE 

Rate    150     120     91     76.5     51.5     57.5     49.5     42     31.5     27 

The  proportional  scale  recommended  by  Satterfield  in  this 
report  on  further  hearing,  and  which  takes  care  of  the  com- 
plaint against  the  proposed  fourth  class  rate,  is  as  follows: 

Class     .  12346ABCDE 

Rate 153     122.5     88     71     52.5     62     49.5     41.5     30     26.5 

RATES  ON  COTTONSEED 

An  award  of  reparation  has  been  recommended  by  Examiner 
C.  I.  Kephart,  in  a  tentative  report  on  No.  12785,  The  Buckeye 
Cotton  Oil  Co.  vs.  Director-General,  as  agent,  Atlantic  Coast 
Line,  et  al.,  on  a  proposed  finding  that  charges  and  applicable 
rates  on  cottonseed,  from  certain  Florida  points  to  Macon,  Ga., 
shipped  between  .December  1,  1917,  and  March  1,  1920,  were  un- 
lawful and  unreasonable,  respectively.  The  charges  collected 
were  a  combination  of  class  M  rates  to  Jacksonville,  Fla.,  as  a 
coast  basing  point,  and  class  D  rates  beyond,  and  they  were  in 
excess  of  the  aggregate  of  the  intermediates.  The  examiner  said 
the  Commission  should  find  that  the  charges  assailed  were  un- 
reasonable to  the  extent  that  they  exceeded,  after  June  24,  1918, 
the  following  distance  scale  by  the  most  direct  workable  and 
reasonable  routes,  or  by  routes  prescribed  by  the  shippers,  plus 
20  cents  per  ton,  minimum  $5  per  car,  for  each  joint-line  inter- 
change involved,  viz:  190  and  over  180  miles,  $3.20;  200  and 
over  190,  $3.30;  210  and  over  200,  $3.40;  220  and  over  210,  $3.50; 
230  and  over  220,  $3.60;  240  and  over  230,  $3.70;  250  and  over 
240,  $3.80;  260  and  over  250,  $3.90;  270  and  over  260,  $4;  280  and 
over  270,  $4.10;  290  and  over  280,  $4.20;  300  and  over  290,  $4.30; 
310  and  over  300,  $4.40;  320  and  over  310,  $4.50;  330  and  over  320, 
$4.60;  340  and  over  330,  $4.70;  350  and  over  340,  $4.80.  For  ship- 
ments made  in  December,  1917,  the  above  rates  should  be  re- 
duced 20  per  cent,  the  examiner  said. 


portation  act.  The  reductions  from  the  Texas  mines  to  the  Sul- 
phur Mine  basis  have  not  caused  unjust  discrimination  or  undue 
prejudice  against  complainant;  nor  do  they  afford  a  basis  for 
finding  the  rates  assailed  from  Sulphur  Mine  unreasonable." 

Mr.  Quirk  said  approximately  98  per  cent  of  the  sulphur 
produced  in  the  United  States  was  taken  from  the  mines  in 
Louisiana  and  Texas. 

"These  mines  compete  in  the  same  consuming  territory  and 
most  of  the  hauls  are  for  long  distances,"  said  he.  "The  Com- 
mission has  frequently  recognized  the  principle  that  group  or 
blanket  adjustments  of  rates  are  justified  upon  the  theory  that 
they  are  of  benefit  to  commerce.  Particular  shippers  in  a  group, 
or  blanket  may  be  nearer  to  some  points  of  destination  and  more 
distant  to  others.  The  blanket  principle  enables  all  shippers  to 
compete  in  a  consuming  territory.  In  fact,  the  complainant  in 
this  case  has  the  benefit  of  the  same  rate  to  Chicago  and  many 
other  points.  The  spread  between  those  distances  from  com- 
plainant's shipping  point  is  greater  than  the  extreme  spread  be- 
tween Louisiana  and  Texas  producing  points.  If  ever  a  situation 
warranted  a  blanket  adjustment,  that  situation  is  here  present." 

Texas  sulphur  producers  intervened  In  opposition  to  the 
complaint. 

SWITCHING  CHARGES  AT  CACTUS,  ARIZ. 

Examiner  Henry  C.  Keene,  in  a  tentative  report  on  No.  12539, 
Arizona  Packing  Co.  vs.  Director-General,  as  agent,  and  Arizona 
Eastern,  has  recommended  dismissal  of  the  complaint,  on  a  find- 
ing that  the  assessment  by  defendants  of  switching  charges  in 
addition  to  line-haul  rates,  in  connection  with  carload  shipments 
delivered  to  and  received  from  complainant's  packing  plant  at 
Cactus,  Ariz.,  were  not  unreasonable,  unjustly  discriminatory  or 
unduly  prepudicial. 

The  defendants  said  that  prior  to  the  erection  of  complain- 
ant's plant  the  matter  of  a  suitable  location  was  discussed  with 
their  representatives  and  that  the  complainant  was  advised  that 
if  the  plant  was  constructed  upon  its  present  site,  a  switching 
charge  would  be  assessed,  and  that  subsequently  a  representa- 
tive of  the  complainant  advised  the  defendants  that  the  present 
site  was  selected  because  it  was  considered  that  the  advertising 
advantages  which  would  result  from  a  location  on  a  main  high- 
way would  offset  the  switching  charge. 

The  examiner  said  Cactus  was  a  flag  station  on  the  Arizona 
Eastern,  5  miles  east  of  Phoenix,  Ariz.,  and  that  complainant's 
plant  was  on  the  main  highway  between  Phoenix  and  Tempe, 
Ariz.,  approximately  one-half  mile  from  the  main  line  of  the 
Arizona  Eastern  and  served  by  a  spur  built  at  complainant's  ex- 
pense. There  are  no  other  industries  at  Cactus,  the  examiner 
said,  neither  is  there  an  established  switching  yard  at-  that  point. 
He  said  deliveries  to  the  plant  were  made  by  road  haul  engines 
and  that  where  cars  consigned  to  complainant  were  in  trains 
with  other  cars  such  trains  must  remain  on  the  main  line  while 
the  engine  effected  delivery  of  complainant's  cars. 


RATES  ON  CRUDE  SULPHUR 

Carload  rates  on  crude  sulphur  from  Sulphur  Mine,  La.,  to 
all  points  on  and  east  of  the  Mississippi  River  are  held  to  be  not 
unreasonable  or  otherwise  unlawful,  in  a  tentative  report  by 
Chief  Examiner  Robert  E.  Quirk  on  No.  12773,  Union  Sulphur 
Co.  vs.  Ahnapee  &  Western  et  al.,  and  dismissal  of  the  complaint 
is  recommended. 

Mr.  Quirk  said  fates  from  Sulphur  Mine  to  the  points  in- 
volved were  made  on  the  New  Orleans  or  Cincinnati  combina- 
tion. The  complainant  contended  that  the  existing  rates  from 
Sulphur  Mine  were  unreasonable  in  and  of  themselves  and  un° 
justly  discriminatory  and  unduly  prejudicial  as  compared  with 
the  rates  from  Gulf  Hill  and  Bryanmound,  Tex.  But  the  com 
plaint,  Mr.  Quirk  said,  was  essentially  an  attack  on  the  blanket 
adjustment  from  Texas  mines  established  May  15,  1921,  in  so  far 
as  it  affected  points  on  and  east  of  the  Mississippi. 

Prior  to  May  15,  1921,  rates  from  Texas  mines  were  made 
a  differential  over  the  rates  from  Sulphur  Mine  of  4  cents  to 
trunk  line  territory,  5.5  cents  to  central  freight  association,  and 
6.5  cents  to  southeastern  territory,  Mr.  Quirk  said.  On  that  date 
rates  from  Texas  mines  via  certain  routes  to  points  east  were 
made  the  same  as  or  no  greater  than  the  rates  from  Sulphur 
Mine.  Rates  to  western  points  from  Texas  and  the  Louisiana 
mines  and  rates  via  Gulf  ports  rail  and  water  to  eastern  ports 
are  now  and  have  been  for  some  time  the  same,  he  said. 

"Defendants  serving  the  Texas  sulphur  mines  on  May  15, 
1921,"  said  he,  "saw  fit  voluntarily  to  establish  lower  rates  from 
those  mines  so  as  to  put  them  upon  a  rate  parity  with  the  Louisi- 
ana mines.  That  is  one  of  the  fruits  of  a  competitive  system  of 
transportation,  a  system  recognized  and  fostered  by  the  trans- 


SAND  FROM  ILLINOIS  PITS 

Examiners  Howard  Hosmer  and  R.  L.  Shanafelt,  in  a  ten- 
tative report  on  No.  12465,  Silica  Sand  Producers'  Traffic  Asso- 
ciation et  al,  vs.  C.,  B.  &  Q.,  Director-General,  as  agent,  et  al., 
recommended  that  the  Commission  find  rates  on  sand  from  Ot- 
tawa, Oregon,  Millington,  and  Wedron,  111.,  to  Syracuse,  N.  Y., 
and  Lancaster,  O.,  not  unreasonable  or  otherwise  unlawful;  that 
it  find  the  rates  on  sand  from  the  Ottawa  district  to  Toledo,  O., 
unreasonable  to  the  extent  they  exceeded  or  exceed  the  combi- 
nation of  intermediates,  and  that  it  find  the  rates  on  sand  from 
the  Ottawa  district  to  Lansing  and  Muskegon,  Mich.,  unreason- 
able to  the  extent  they  exceeded  or  exceed  the  combination  of 
intermediates,  and  award  reparation  on  shipments  from  the.  Ot- 
tawa district  to  Lansing  and  Muskegon.  The  report  also  embraces 
No.  12632,  Same  vs.  Pennsylvania,  et  al.,  No.  12640,  Rock  Prod- 
ucts Traffic  League  vs.  New  York  Central,  et  al.,  No.  12577,  Con- 
tinental Motors  Corporation  vs.  C.,  B.  &  Q.  et  al.,  and  No.  12577, 
Sub.  No.  1,  Reo  Motor  Car  Co.  vs.  Same.  As  to  reparation  on 
the  shipments  from  the  Ottawa  district  to  Toledo,  the  examiners 
recommended  denial  thereof  because  the  testimony  offered  in 
support  of  the  claim  for  reparation  was  admittedly  hearsay  and 
was  objected  to  by  the  defendants. 


SWITCHING  CHARGES  AT  MONROE,  LA. 

Examiner  P.  F.  Gault,  in  a  tentative  report  on  No.  11063, 
Holly  Ridge  Lumber  Co.  vs.  Director-General,  as  agent,  and  Mis- 
souri Pacific,  has  proposed  that  the  Commission  overrule  its  find- 
ing in  the  original  report  in  60  I.  C.  C.,  120,  and  hold  a  switch- 
ing charge  of  2  cents  per  100  pounds,  at  Monroe,  La.,  unreason- 
able, prescribe  a  reasonable  maximum  rate  and  award  reparation. 


January  28,  1922 


THE    TRAFFIC    WORLD 


191 


In  the  original  report  the  Commission  found  not  unreason- 
able or  otherwise  unlawful  the  charges,  applicable  to  interstate 
traffic,  of  the  Missouri  Pacific  for  switching  cars  at  Monroe,  La., 
between  its  junction  with  the  Vicksburg.  Shreveport  A  Pacific 
and  complainant's  mill.  Upon  petition  of  complainant  the  case 
was  reopened  and  further  heard.  The  switching  charge  applicable 
was  $5  on  both  Interstate  and  intrastate  traffic,  until  April  10, 
1917.  when  the  Interstate  charge  was  increased  to  2  cents  per 
100  pounds,  minimum  |6  per  car,  which  amounted  to  an  increase 
of  orer  100  per  cent  on  a  carload  of  lumber  loaded  to  the  aver- 
age of  60,000  pounds.  The  present  rate,  including  the  1920  in- 
crease, is  2.5  cents  per  100  pounds,  minimum  $8  per  car. 

After  discussing  ihe  record,  the  examiner  said  the  Commis- 
sion should  And  that  the  charge  assailed  was,  is  and  for  the  fu- 
ture will  be  unreasonable  to  the  extent  that  it  exceeds  $5  per  car, 
subject  to  the  general  Increase  of  1920,  and  that  reparation 
should  be  made  to  that  basis,  less  absorptions  by  the  Vlcksburc. 


TERMINAL  ROAD  A  COMMON  CARRIER 

In  a  proposed  report  on  No.  12848.  Aluminum  Company  of 
America  et  aJ.  TS.  Massena  Terminal  Railroad  Co.  et  al..  Attor- 
ney-Examiner Charles  F.  Gerry  has  proposed  that  the  Commis- 
sion find  that  the  Massena  Terminal  Railroad  Is  a  common  car- 
rier entitled  to  receive  just  and   reasonable  divisions  of  Joint 
rates  with  its  trunk  line  connections,  or  to  receive  from  them 
absorption  of  a  reasonable  amount  of  its  switching  chances,  and 
that  reparation  be  awarded  on  a  finding  that  the  exaction  of 
higher  interstate  rate*  to  and  from  Massena.  N.  Y.,  than  those 
••mporaiifously  exacted  on  like  traffic  to  and  from  Massena 
nga.  N    V..  was  and     Is  unjust,     unreasonable    and     unduly 
idiclal.    The  report  also  embraces  No.  12848.  Sub.  No.  1,  Ball 
Coal  Co.  vs.  Same. 

The  complainants  alleged  that,  since  March  1.  1920,  the  re- 
fusal of  the  line-haul  defendants  to  absorb  or  allow  out  of  the 
Interstate  line-haul  rate*  from  and  to  Massena  Springs,  N.  Y.. 
more  than  $1.39  per  loaded  car  of  the  switching  charges  of  the 
Massena  Terminal,  for  movements  between  points  on  It*  line  and 
the  station  of  the  New  Tork  Central  and  the  Grand  Trunk  Rail- 
way Company  of  Canada,  was  an  unreasonable  practice,  contrary 
to  that  generally  observed  In  communities  similar  to  the  ter- 
minal, subjecting  complainants  to  unreasonable  interstate  rate* 
to  the  extent  they  exceeded  the  Massena  Springs  rates. 

The  attorney-examiner  said  the  terminal  has  1.979  miles  of 
standard  gauge  main  line  and  0.33  mile  of  yard  track  and  sid- 
ings: that  itn  only  equipment  was  two  70-ton  locomotives,  and 
that  It  performed  no  service  other  than  that  of  switching.  He 
said  although  the  terminal  was  operated  primarily  In,  the  Interest 
of  the  Aluminum  Company  of  America,  it  held  itself  out  to  and 
did  serve  the  public.  The  terminal  I*  owned  by  the  Aluminum 
company. 


RATES  ON  CRUDE  PETROLEUM 

Attorney-Examiner  W.  B.  Hunter,  In  a  tentative  report  o» 
•itrow  Oil  Refining  Co.  vs.  St.  Louis-San  Francisco 
et  al.,  has  recommended  an  award  of  reparation  on  prop 
findings  that  the  rate*  on  crude  petroleum,  from  Cement.  Okla., 
to  Fort  Worth.  Tex.,  were  unreasonable  and  that  defendants' 
emission  to  establish  rate*  on  crud»  petroleum  from  Cement  to 
Fort  Worth.  In  the  manner  prescribed  In  their  tariffs,  was  un- 
reasonable. 

A  rate  of  60  cents  per  100  pounds  was  applied  on  19  cars  of 
crude  petroleum,  shipped  from  Cement,  Okla.,  to  Fort  Worth. 
Tex.,  moving  via  Lawton.  Th«  examiner  said  beyond  question 
the  complainant  was  entitled  U>  reparation  down  to  the  basis  of  a 
rate  of  19.5  cents,  contemporaneously  In  effect  from  Oklahoma 
over  the  Frisco  through  Cement  and  via  the  same  routing 
to  Fort  Worth.  On  shipments  moving  via  Chlrkasha,  the  ex- 
aminer aald,  the  Commission  should  find  that  the  rate  was  and 
for  the  future  will  be  unreasonable  to  the  extent  It  exceeds  or  ex- 
ceeded 16.5  cents  up  to  August  26.  1920,  and  21  cents  on  and  af- 
ter that  date. 

"The  persistent  failure  of  the  defendants  to  establish  from 
Cement  a  rate  via  Lawton  not  to  exceed  the  rate  from  Oklahoma 
City  through  Cement,  and  a  rate  via  Chlckasha  not  to  exceed 
the  rate  from  Lawton  through  Cement,  stands  without  explana- 
tion." the  examiner  said. 


COAL,  WYOMING  TO   MINNESOTA 

Kxamin>T   Henry   c.    Keene   has  recommended   dismissal   of 
omplaint  in  No.  1227?..  F.  L.  Starbeck  vs.   Director-General, 
as  a  II.  A  Q.  et  al.,  on  a  proposed  finding  that  a  com- 

bination rate  of  $6.65  per  net  ton  on  one  car  of  soft  coal  from 
Alger.  Wyo.,  to  Montevideo.  Minn.,  during  federal  control,  was 
not  unreasonable.  unju.»My  diarriminatory.  or  unduly  prejudicial. 
The  complainant  sought  reparation  to  the-  basl*  of  a  rate  of  $5.65. 

PER  CAR   CHARGE   ON   FUEL  WOOD 

ID  a  tentative  report  on  No.   1295«.  Carnation  Milk  Products 
il.   as   agent,   c     M.    £    St.    P.,   Examiner 

Howard   Hoamer  has   rerommendod   dismissal   of  the  complaint 
on  a  proposed  finding  that  a  minimum  charge  of  $15  I»T  car 


collected  on  163  carloads  of  fuel  slab  wood  from  points  of  origin 
in  Washington  to  complainant's  plants  in  the  same  state,  was 
not  unreasonable  or  otherwise  unlawful.  The  shipments  moved 
in  1918.  Later,  in  the  same  year,  the  minimum  charge  on  slab 
wood  was  canceled.  The  examiner  said  the  complainant  relied 
almost  entirely  on  this  action  to  support  the  claim  of  unrea- 
sonableness and  that  that  was  not  sufficient  ground  to  support 
an  award  of  reparation.  The  complainant  also  contended  it 
was  unjust  to  apply  the  $15  minimum  on  slab  wood  while  logs 
and  other  low-grade  commodities  were  excepted.  The  defend- 
ants said  that  rates  on  logs  usually  were  somewhat  depressed 
because  carriers  secured  an  outbound  haul  on  the  lumber  into 
which  they  were  manufactured. 


CHARGES  ON  CRANK  SHAFTS 

Charges  assessed  on  four  shipments  of  crank  shafts  in  less 
than  carloads  from  Detroit,  Mich.,  to  Hartford,  Wis.,  during  the 
period  from  May  4  to  July  3,  1916,  were  unreasonable.  Examiner 
Warren  H.  Wagner  holds,  in  a  tentative  report  on  No.  12877,  Kis- 
sel Motor  Car  Co.  vs.  Grand  Trunk  et  al.,  but  he  recommends  de- 
nial of  reparation  and  dismissal  of  the  complaint  because  com- 
plainant failed  to  prove  that  it  paid  and  bore  the  charges. 
Charges  were  collected  at  the  applicable  joint  rate  of  67  cents, 
which,  the  examiner  says,  was  unreasonable  to  the  extent  that  it 
exceeded  53.6  cents,  the  aggregate  of  intermediate  rates. 

RATES  ON  CRUSHED   LIME   ROCK 

An  award  of  reparation  has  been  recommended  by  Examiner 
John  H.  Howell.  in  a  tentative  report  on  No.  12758,  Bllrowe- 
Alloys  Co.  vs.  Director-General,  as  agent.  C.  M.  &  St.  P..  et  al.. 
on  a  proposed  finding  that  rates  on  crush  lime  rock,  from  Lime- 
stone. Wash.,  to  Tacoma,  Wash.,  from  April  1.  1918,  to  Decem- 
ber 31,  1919.  were  unreasonable  to  the  extent  that  they  exceeded 
7.5  cents  per  100  pounds,  minimum  60,000  pounds,  prior  to  June 
1918,  and  8.5  cents,  minimum  60,000  pounds,  from  that  date 
to  December  31,  1919. 


RATES   ON    COKE   TO   TEXAS 

Examiner  C.  I.  Kephart  has  recommended  an  award  of 
reparation  In  No.  12412.  Texas  Steel  Co.  vs.  Director-General, 
as  agent.  Rock  Island,  et  al.,  on  a  proposed  finding  that  rates 
on  coke  from  Potter.  Okla..  to  Rusk,  Texas,  during  federal  con- 
trol, were  unreasonable  to  the  extent  that  they  exceeded  $3.20 
per  ton. 

IMPORT  RATE  ON  DRIED  GOAT  SKINS 
A  commodity  rate  of  15.8  cents  on  imported  dried  goat 
skins,  from  New  York  harbor  points  to  Frankfoid.  Pa.,  In  1916 
and  1917.  was  unreasonable  to  the  extent  that  it  exceeded  the 
fourth-class  rate  of  14.5  cents,  minimum  weight  30,000  pounds, 
according  to.  a  tentative  report  by  Examiner  Richard  T.  Eddy 
on  No.  12858,  Robert  II  Foerderer,  Inc.  vs.  Pennsylvania.  An 
award  of  reparation  to  the  basis  of  the  rate  found  reasonable 
Is  recommended.  The  commodity  rate  was  cancelled  and  the 
fourth-class  rate  made  applicable  December  1.  1917. 


MONEY  FOR  VALUATION  WORK 

Tkt  Trtfc  World   Washington  Bureau 

In  response  to  inquiries,  during  debate  in  the  House  on  the 
proposed  appropriation  of  $1.300.00Q  for  the  Commission's  bureau 
of  valuation,  as  to  the  value  of  the  information  gathered  by  the. 
bureau  at  the  present  time.  Representative  Wood.  In  charg 
•jjtthe  bill,  said  that  that  was  speculative.  He  said  $25.000.""" 
had  been  appropriated  for  the  work  since  1913. 

"If  I  were  expressing  my  personal  opinion."  said  he, 
should  say  that  we  had  wasted  more  than  half  of  this  amount  of 
money  In  a  valuation  that  was  made  at  a  time  when  true  valua- 
tion* could  not  be  bad:  but  we  do  not  gain  much  by  talking 
about  water  that  has  gone  over  the  wheel.  We  are  more  in- 
terested now  In  saving  the  water  behind  the  wheel." 

H.  said  the  Commission  claimed  that  it  has  "sifted  or 
squeezed  out  all  of  the  inflation  and  false  values,  until  now  they 
think  they  have  a  practical  valuation  of  the  railroad  systems 
of  the  country.  If  they  have  that  it  la  a  good  thing." 

Representative  Bankhead  of  Alabama  said  he  hoped  that  the 
Commission  would  make  the  valuation  a  basis  of  substantial  re- 
lief to  the  shippers  and  consumers  as  to  the  "freight  rate* 
which  now  paralyze  the  business  of  the  nation." 

Mr.  Wood  said  the  bureau  said  the  initial  valuation  would  be 
completed  In  1924,  but  that  thereafter  it  would  have  to  be  kept 
up  to  date. 

RAILROADS  TO  RESUME  PURCHASING 
Secretary  of  Commerce  Hoover  said  this  week  that,  accord- 
Ing  to  reports  received  by  him,  the  railroads  would  soon  begin 
purchasing  equipment  In  substantial  volume  and  that  this  would 
mean  improved  business  conditions.  He  said  the  railroads  had 
reported  that  their  Inventories  of  1920  and  during  federal  con- 
trol have  practically  been  utilized  and  that  they  must  resume 
purchases. 
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TRAFFIC  LEAGUE  MEETING  OPENS 

The  Tragic  World  Washington  Bureau 

At  the  meeting  of  the  National  Industrial  Traffic  League  in 
Washington,  January  27,  President  Chandler  announced  that  it 
was  his  information  that  some  of  the  railroad  rate  committees 
had  voted  to  pay  for  the  insertion  of  their  docks  in  The  Traffic 
Bulletin  and  The  Daily  Traffic  World,  but  that  formal  announce- 
ment was  being  withheld  pending  an  effort  to  get  all  the  com- 
mittees together  in  such  an  arrangement.  Henry  A.  Palmer, 
editor  of  The  Traffic  World,  was  asked  to  make  a  statement.  He 
said  Mr.  Chandler's  information  agreed  with  his  own.  He  said 
his  company  would  resume  or  continue  publishing  the  dockets 
of  such  committees  as  decided  to  pay  or  to  adopt  the  other  plan 
suggested  by  him,  but  that  it  would  not  publish  the  dockets  of 
such  committees  as  did  not  adopt  one  of  the  plans.  The  League 
then  voted  its  approval  of  the  advertising  plan  as  a  means  of 
docket  distribution  already  employed,  as  formerly  agreed  to  by 
the  League. 

President  Chandler  explained  his  attendance,  by  invitation, 
at  the  recent  Racquet  Club  conference  in  Washington,  saying 
that  he  believed  the  League  did  not  belong  in  it,  and  that  he 
had  notified  Mr.  Cuyler  that  there  would  be  no  further  participa- 
tion. 

The  League  voted  that  it  should  be  its  policy  not  to  give  con- 
sideration to  matters  of  local  interest.  It  adopted  a  resolution 
to  the  effect  that  it  would  endorse  no  individual  for  public  office. 

It  decided  to  have  a  committee  on  the  Merchant  Marine,  to 
make  a  study  of  maritim'e  laws  and  conditions  affecting  Ameri- 
can shipping,  and  to  make  reports  from  time  to  time.  Seth 
Mann  of  San  Francisco  will  be  chairman  of  the  committee.  The 
legislation  committee  of  the  League  was  instructed  to  work 
to  the  end  that  the  Lehlbach  Bill,  for  the  classification  of  govern- 
ment employes  and  the  regulation  of  the  Interstate  Commerce 
Commission,  the  salaries  of  whose  employes  would  be  greatly 
reduced  if  it  were  passed,  be  defeated.  The  reports  of  the 
legislative  committee  and  the  position  to  be  taken  by-  the  League 
in  the  general  rate  inquiry  were  the  important  subjects  to  be 
considered  at  later  sessions. 


LEAGUE  EXECUTIVE  COMMITTEE  MEETS 

The  Traffic  World  Washington  Bureau 

J.  M.  Belleville,  traffic  manager  of  the  Pittsburgh  Plate 
Glass  Company,  was  elected  chairman  of  the  executive  commit- 
tee of  the  National  Industrial  Traffic  League,  at  a  meeting  of 
that  committee  in  Washington,  January  26,  to  succeed  H.  C. 
Barlow,  of  Chicago,  who  died.  G.  A.  Blair,  traffic  manager  of 
Wilson  &  Co.,  Chicago,  was  elected  vice-chairman.  D.  F.  Hurd, 
secretary  of  the  Pittsburgh  Vein  Operators'  Association,  was 
chosen  a  member  of  the  executive  committee,  and  J.  J.  Blommer, 
of  the  Milwaukee  Association  of  pommerce,  was  chosen  a  mem- 
ber of  the  board  of  directors,  to  succeed  Mr.  Barldw. 


EQUIPMENT  TRUST  CERTIFICATES 

The  Traffic  World  Washington  Bureau 

Managing  Director  Eugene  Meyer,  Jr.,  of  the  War  Finance 
Corporation,  has  issued  the  following  statement: 

The  Director  General  has  addressed  a  letter  to  all  railroads  of 
which  the  United  States  Treasury  still  holds  issues  of  equipment  trust 
obligations  no  part  of  which  issues  has  heretofore  been  sold  by  the 
.Director  General. 

He  requests  modification  of  the  subordination  terms  of  the  trust 
agreement.  Under  the  original  terms,  the  Director  General  was 
authorized  to  subordinate  only  the  last  five  maturities,  namely  1931 
to  1935.  inclusive,  or  any  one  or  more  of  these  maturities.  Under  the 
proposed  amendment  the  Director  General  may  subordinate  such  por- 
tion of  the  maturities  of  any  year  as  he  may  determine. 

The  amended  clause  will  read  as  follows: 

"Eleventh:  Upon  request  of  the  holder,  or  holders,  of  all  the 
notes  which  by  their  terms  shall  be  due  and  payable  in  any  year,  and 
upon  presentation  of  such  notes  for  that  purpose  the  trustee  shall 
stamp  thereon,  or  upon  such  part  thereof  as  said  holder,  or  holders, 
may  designate  and  request,  the  following  words: 

"  'For  value  received  and  as  an  inducement  to  purchases  of  un- 
stamped notes,  the  holder  of  this  note  has  caused  the  same  to  be 
stamped  pursuant  to  Article  Eleventh  of  the  Equipment  Trust  Agree- 
ment mentioned  in  the  Note.  and.  as  provided  in  said  Article  Elev- 
enth, the  unstamped  notes  shall  be  payable  in  preference  and  priority 
to  the  stamped  notes  out  of  any  moneys  received  or  collected  by  the 
trustee  under  said  Equipment  Trust  Agreement  upon  enforcement  of 
Its  rights  or  remedies  in  case  of  a  default  of  the  carrier.'  " 

For  the  present,  it  is  the  purpose  of  the  Director  General,  upon 
the  execution  of  the  supplemental  agreements  making  the  amended 
clause  operative,  to  make  sales  of  railroad  equipment  trust  obligations 
under  an  arrangement  to  subordinate,  on  the  part  of  the  Government, 
approximately  33%  per  cent  of  the  principal  amount  of  each  maturity; 
and  the  Director  General  will  be  prepared  to  sell  66%  per  cent  of  issues 
or  equipment  trust  obligations,  unsubordinated,  at  par  and  accrued 
interest  to  date  of  delivery.  The  Railroad  Administration  will  thus 
retain  the  one-third  subordinated  part  of  all  serial  maturities. 

The  Director  General  has  made  additional  sales  of  railroad 
equipment  trust  certificates  as  follows:  To  Robinson  &  Com- 
pany, New  York:  Toledo  &  Ohio  Central  Railroad,  1923-1935  in- 
clusive, $1,882,400. 

The   total   amount  of  equipment  trust  certificates   sold   by 

Government  to  date,  at  par  plus  accrued  Interest,  is  $166  - 

08,500,    This  sum  does  not  Include  the  payments  on  account  of 


the  January  15,  1922,  maturities,  which  aggregate  more  than 
$10,000,000. 

The  War  Finance  Corporation  has  announced  that  the  ad- 
vance of  $1,400,000  to  the  Chicago,  Indianapolis  &  Louisville 
Railway,  made  on  March  14,  1919,  under  the  war  powers  of  the 
Corporation,  has  been  repaid  in  full. 

Additional  sales  of  railroad  equipment  trust  certificates  have 
been  announced  by  the  Director-General  as  follows:  to  Guaranty 
Company  of  New  York,  Chesapeake  &  Ohio  Railroad,  series  13 
and  series  13-A,  1923  to  1935  inclusive,  $6,567,600. 

"This  sale  comprises  two-thirds  of  all  the  maturities  of  these 
equipment  trust  issues,"  it  was  announced.  "The  government 
will  hold  the  balance  of  one-third  of  all  maturities  stamped  as 
subordinated,  in  accordance  with  the  agreement  as  amended, 
under  the  plan  recently  announced.  Eugene  Meyer,  Jr.,  manag- 
ing director  of  the  War  Finance  Corporation,  stated  that  other 
sales  were  under  negotiation,  announcements  of  which  would 
follow  as  soon  as  sales  are  arranged. 

Additional  sales  of  $32,442,400  of  railroad  equipment  trust 
certificates,  bringing  the  total  sales  to  date  to  $211,064,700,  were 
announced  January  25  by  Director-General  Davis  of  the  Railroad 
Administration.  The  purchasers  and  the  certificates  sold  are 
as  follows: 

To  Guaranty  Company  of  New  York:  Hacking  Valley  Ry.  Co., 
Trust  Nos.  32  and  32A.  1923  to  1935,  inclusive,  $1,638.000;  to  Freeman  & 
Co.:  Chicago,  Rock  Island  &  Pacific,  1923  to  1935,  inclusive,  $4.690.000, 
Kansas  City  Southern,  1923  to  1935.  inclusive,  $551.200,  and  Chicago, 
Indianapolis  &  Louisville,  1923  to  1935,  inclusive,  $600,600;  to  Bankers 
Trust  Co.,  Domjnick  &  Dominick,  Hornblower  &  Weeks,  Marshall 
Field,  Glore,  Ward  &  Co.,  and  Harrison  Smith  &  Co.:  Missouri  Pacific, 
Trust  Nos.  41,  41A,  41B  and  41C.  1923  to  1935,  inclusive,  $6,016,400;  to 
Speyer  &  Co.:  St.  Louis  &  San  Francisco.  Trusts  Nos.  71A.  71B,  71C, 
71D,  71E.  1923  to  1935.  inclusive,  $8,310,500;  Corn  Exchange  Bank:  Mobile 
&  Ohio  R.  R.  Co.,  1923  to  1935,  inclusive,  $351,000:  to  Bankers  Trust 
Co.,  Union  Trust  Co.  of  Pittsburgh,  Dominick  &  Dominick,  Horn- 
blower  &  Weeks.  Harrison  Smith  &  Co.  of  Philadelphia,  and  American 
Exchange  Securities  Co.:  Baltimore  &  Ohio,  1923  to  1935,  inclusive, 
$10,284,700. 


INTERLOCKING  DIRECTORATES 

The  Traffic  World  Washington  Bureau 

The  Commission  has  dismissed  the  application  of  the  Ameri- 
can Railway  Express  Company  for  permits  authorizing  certain 
men  mentioned  to  retain  various  positions  with  it  and  also  with 
railroad  companies  under  paragraph  (12),  section  20a  of  the  in- 
terstate commerce  act.  The  dismissal  was  based  on  a  holding 
that  the  express  company  does  not  come  within  the  prohibition 
of  that  part  of  the  interstate  commerce  law.  The  holding  was 
that  the  express  company  was  neither  a  common  carrier  by -rail- 
road nor  a  corporation  organized  for  the  purpose  of  engaging  in 
transportation  by  railroad  within  the  meaning  of  the  paragraph 
and  section  hereinbefore  mentioned. 

This  holding  applies  only  to  paragraph  (12)  of  section  20a 
and  not  to  the  application  of  any  other  part  to  the  express  com- 
pany. Other  parts  of  the  law  specifically  bring  express  com- 
panies within  their  terms. 

The  Commission  has  authorized  officers  of  the  Atlantic  City 
Railroad,  The  Philadelphia  &  Reading  Railway,  and  other  roads 
to  retain  their  positions  with  those  and  other  lines;  officers  of  the 
Lake  Superior  &  Ishpeming  Railway  and  Munising,  Marquette  & 
Southeastern  Railway  to  retain  their  positions;  officers  of  the 
Bangor  &  Aroostook  Railroad  and  Van  Buren  Bridge  Company  to 
hold  their  positions;  officers  of  the  Mississippi  River  &  Bonne 
Terre  Railway,  Missouri-Illinois  Railroad,  and  St.  Francois 
County  Railroad  to  hold  their  positions;  officers  of  the  Boston  & 
Maine  Railroad,  Barre  &  Chelsea  Railroad  and  other  lines  to  re- 
tain their  positions  with  those  and  other  lines;  officers  of  the  Al- 
lentown  Terminal  Railroad,  Lehigh  Coal  &  Navigation  Company, 
Central  Railroad  Company  of  New  Jersey  and  other  lines  to  hold 
their  positions  with  those  and  other  lines;  officers  of  the  West 
Coast  Railway  and  South  Georgia  Railway  to  retain  their  posi- 
tions. 

R.  E.  McCarty  has  been  given  permission  to  hold  the  position 
of  director  of  the  Central  Railroad  Company  of  New  Jersey  in 
addition  to  positions  previously  authorized. 

Charles  B.  Whittlesey  has  been  authorized  to  hold  the  posi- 
tions of  director  of  the  Atlantic  Coast  Line  Company  and  the 
American  Agricultural  Chemical  Company. 

The  Commission  has  authorized  T.  L.  Collings  to  hold  the 
position  of  director  of  the  Albany  Passenger  Terminal  Company 
in  addition  to  positions  previously  authorized;  H.  C.  Adams  to 
hold  the  positions  of  director  of  the  Chicago  &  Alton  Railroad  and 
president  of  the  Springfield  Terminal  Railway;  Childs  Frlck  to 
hold  the  positions  of  director  of  the  Chicago  &  North  Western 
Railway  and  the  Norfolk  &  Western;  and  Frank  C.  Wright  to 
hold  the  positions  of  director  of  the  St.  Louis-San  Francisco  Rail- 
way and  vice  president  of  the  Bangor  &  Aroostook  Railroad. 


C.    R.    I.  &   P.    BONDS 

The  Commission  has  authorized  the  Chicago,  Rock  Island  & 
Pacific  to  issue  $1,000,000  of  4  per  cent  general  mortgage  gold 
bonds  and  to  Issue  in  exchange  therefor  $1,000,000  of  first  and 
refunding  mortgage  4  per  cent  bonds  and  to  pledge  them  for 
short  term  loans. 


January  28.  1922 
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GENERAL  RATE  INQUIRY 

Tkt  Trafe  World  Washington  Bureau 

The  hearing  In  the  general  rate  Inquiry  proceeded  so  fast 
at  the  afternoon  session  of  January  19  that  witnesses  were 
called  ahead  of  the  hour  set  in  the  schedule.  Immediately  after 
the  noon  recess,  Commissioner  Hall  called  the  attention  of  Mr. 
Gushing  to  the  fact  that  his  formal  statement  contained  ref- 
erences to  reconsignment  and  demurrage  charges  which  were 
beyond  the  scope  of  the  inquiry.  He  was  advised  to  eliminate 
all  material  relating  to  those  subjects. 

Against  the  protest  of  R.  W.  Ropiequet,  W.  A.  Prinien  of 
Minneapolis,  traffic  manager  for  the  Northwestern  Dock  Coal 
Operators'  Association,  testified  as  to  the  disadvantage  at  which 
they  had  been  placed  In  comparison  with  competitors  in  southern 
Illinois  by  reason  of  double  advances  in  the  rates  on  coal  from 
the  Appalachian  field  mines,  while  rates  from  southern  Illinois 
were  subjected  to  but  one  increase.  Ropiequet  contended  that 
it  was  purely  a  question  of  relationship  that  had  been  considered 
in  other  cases  and  was  now  in  issue  in  the  Holmes  &  Hallowell 
MM 

Frank  Lyon,  attorney  for  the  Dock  Operators,  said  that  Mr. 
Prlnzen's  testimony  would  go  to  the  question  of  how  the  reduc- 
tions, if  any,  were  to  be  made,  and  how  the  railroads  might 
obtain  more  revenue.  On  that  statement  of  the  purpose  of  the 
testimony  Mr.  Hall  said  that  Mr.  Prinzen  might  testify.  After 
he  had  finished.  Mr.  Ropiequet  said  that,  replying  to  the  issue 
brought  into  this  case  by  Mr.  Prinzen.  he  desired  the  Commis- 
sion to  know  that  the  operators  in  southern  Illinois  maintained 
that  the  matter  brought  to  the  attention  of  the  Commission  by 
Mr.  Prinzen  had  been  threshed  out  in  a  number  of  case*  and 
was  now  pending  in  the  cases  above  cited.  He  said  the  Illinois 
operators  thought  reductions  should  be  made  In  the  same  way 
that  the  advances  were  applied.  Mr.  Prinsen  said  that,  as  a 
result  of  the  fifteen  per  cent  case.  General  Order  No.  28,  and 

I'arte  No.   74,   the   present  rate   from   the   Pittsburgh   and 

>  fields  to  Minneapolis  was  J.88H.  while  the  rate  from  the 
southern  Illinois  field*  was  only  13.85*.  He  said  that  If  the 
advances  had  been  made  from  the  Pittsburgh  field  In  the  same 
way  that  they  were  made  from  southern  Illinois  the  rate  would 
be  only  13.29.  In  the  old  days,  he  said,  the  rate  from  Pittsburgh 
was  5«  cents  a  ton  leas  than  from  southern  Illinois,  while  now 
It  was  !%  cents  more. 

Shortage  in  coal  revenue,  the  witness  Mid.  was  due  to  the 
adjustment  of  rate*  to  encourage  the  long  hauls  and  discourage 

short  ones.  He  Mid  the  long-haul  rate*  were  at  substan 
tlally  6  mills  per  ton-mile  for  seven  and  eight  hundred  miles, 
while  tho  rates  for  ISO  miles  were  from  12  to  15  mills.  A 
specific  (lustration,  he  said,  was  the  rate  from  Duluth  to  St. 
Paul,  a  distance  of  ISO  miles,  and  a  ton-mile  of  13.5  mills.  Th«- 
rate  from  southern  Illinois  figure*  6.6  mills.  All  the  can  go 
back  to  southern  Illinois  empty,  he  said,  while  half  go  back  to 
Duluth  loaded. 

In  behalf  of  the  state  commissions.  John  E.  Benton  offered 
K  I.  Ki-Iley.  rate  man  of  the  South  Dakota  commission,  as  a 
witness  to  show  what  they  called  the  enormous  Increase  In 
spreads  due  to  percentage  Increases  In  rates  for  long  distances 
and  particularly  to  destinations  In  South  Dakota  west  of  the 
Missouri  River.  He  said  the  rail  rates  were  made  at  the  peak 
of  prices  and  continued,  notwithstanding  other  prices  had  fallen 
to  such  an  extent  that  It  now  took  from  1H  to  2  tons  of  corn  to 
bay  one  ton  of  very  ordinary  coal.  He  said  It  was  an  economic 
crime  to  use  corn  as  fuel,  but  that  It  was  being  done  In  South 
Dakota.  In  answer  to  a  question  by  Commissioner  Hall,  he 
said  the  Department  of  Agriculture  had  been  Inquiring  as  to 
the  amount  of  corn  so  used,  but  had  not  yet  compiled  any 
figure*  He  railed  the  rates  on  coal  excessively  unreasonable 
per  Re.  because  charges  for  800  miles  yield  returns  as  much  as 
quoted  from  the  fieri? Ions  of  the  Canadian  Board 
of  Railway  Commissioners  to  show  what  Canada  had  done 
with  coni  rates  and  from  the  reports  of  American  consuls  In 

it  Britain  to  show  what  had  been  done  with  rates  In  that 
part  of  the  world. 

"We   recommend    that   the   Increases   In    coal    made   under 
be  limited  to  26  cents  per  ton."  said  Mr.  Kelley. 

Francis  B.  James.  In  behalf  of  the  Kanawha  River  Improve- 
ment Association,  the  Providence  (R.  I.)  and  Indianapolis  gas 
companies,  and  the  Buffalo  furnace  Interests,  said  the  slant 
taken  by  the  testimony  thus  far  Introduced  made  It  unnecessary 

him  to  put  on  any  witnesses  in  behalf  of  the  clients  men- 
tioned by  him. 

A  redaction  of  the  rates  on  both  hard  and  soft  coal  ahead 
of  any  other  class  or  commodity  was  advocated  by  Walton  O. 

s:ht.  who  was  presented  by  Edgar  M.  Rich  to  testify  for  the 
Assori.v  i|  ir<!-,  Tien  of  Massachusetts  and  other  organization)! 

•  •••»-  Kngland  manufacturers.    His  position  seemed  to  astonish 

imi.«»ioner   Hull. 

-As  between  .class  rates  on  outbound  freight  and  coal,  do 
you  mean  to  say  the  Associated  Industries  of  Massachusetts 
prefer  a  reduction  in  the  rates  on  coal?"  he  asked. 

"Ye«.   dr."    said    the   witness,   with  emphasis.    "They    feel 


these  rates  should  be  substantially  reduced  regardless  of  what 
may  be  done  with  the  rates  on  other  commodities.  They  are 
inclined  to  the  view  that  the  railroads  cannot  stand  horizontal 
reductions,  but  that  decreases  in  the  rates  on  coal  would  result 
in  benefit  to  the  railroads." 

Mr.  Wright  reviewed  the  changes  In  rates  that  have  taken 
place  since  1914  and  said  that,  broadly  speaking,  the  advance 
has  been  from  $2.36  to  $4.50  per  ton  on  the  dock. 

Albert  Vogel  presented  F.  O.  Sandstrom,  on  behalf  of  the 
Colorado  &  New  Mexico  Coal  Operators'  Association.  Mr.  Sand- 
strom testified  in  favor  of  a  percentage  reduction  of  coal  rates 
in  the  western  group.  He  also  asked  that  if  and  when  such 
a  reduction  might  be  ordered,  the  decision  would  be  without 
prejudice  to  a  future  case,  if  such  a  case  were  brought,  seeking 
for  the  establishment  of  coal  rates  in  the  territory  under  dis- 
cussion upon  the  general  principles  adopted  in  what  he  called 
the  "Duluth  case."  He  advocated  a  percentage  reduction  in 
the  rates  on  coal  because  a  large  proportion  of  the  traffic  is 
what  he  termed  "primary  traffic."  By  that,  he  meant  that  it 
was  a  raw  material  that  would  be  used  in  the  production  of 
manufactured  articles,  which  manufactured  articles  in  turn 
would  give  to  the  carriers  an  increased  traffic. 
Utah  Coal  Operators  Heard 

Commissioner  Hall,  presiding  officer  of  the  division  sitting 
in  the  inquiry,  hurried  the  proceeding  to  the  extent  of  his 
ability  at  the  morning  session  of  January  20.  Seven  witnesses 
took  the*  stand  in  the  two  hours  and  a  half  of  time  available. 
One  of  them  was  J.  D.  A.  Morrow,  vice-president  of  the  National 
Coal  Association,  for  cross-examination.  Mr.  Hall's  effort  was 
to  reduce  the  schedule,  which,  as  it  existed  on  the  day  men- 
tioned, called  for  testimony  to  February  22. 

In  behalf  of  Utah  and  southern  Wyoming  coal  mine  oper- 
ators. I!  \V  Prickett  asked  a  20  per  cent  reduction  in  rates 
on  coal.  That  would  put  the  rates  back  to  about  what  they 
were  after  General  Order  No.  28  became  operative.  He  said  that 
the  people  in  the  territory  formerly  served  by  the  operators  for 
whom  he  was  appearing  were  burning  wood  and  sage  brush. 
Coal  from  Wales,  Manchuria  and  Australia  is  coming  into  San 
Francisco  and  Is  being  sold  for  $7.60  per  ton,  which  is  but 
26  cents  per  ton  over  the  rail  rates  to  bay  points,  he  said. 
One  of  the  Utah  mining  companies  which  established  a  loading 
plant  at  Alameda  to  supply  Utah  coal  to  ships  has  bought 
Cardiff  coal  at  $7.50  and  is  bunkering  ships  with  It.  He  called 
attention  to  some  of  the  terrific  Increase/  In  rates  on  coal  since 
1917;  also  to  the  fact  that  the  railroads  were  carrying  steel 
from  Chicago  for  export  at  $10  per  ton.  At  the  $5  per  ton  rate 
for  which  they  have  asked,  he  said,  the  carriers,  mile  for  mile, 
would  receive  greater  revenue. 

Answering  a  question  by  Commissioner  Ix-wis,  Prickett  said 
that  perhaps  some  were  using  sage  brush  because  they  have 
no  money  to  buy  coal,  but  the  fact  was  that  even  those  who 
have  money  to  buy  coal  were  cutting  down  Its  use  on  account 
of  its  high  price. 

Mr.  Morrow  was  cross-examined  by  W.  S.  Branson  and  A.  P. 
Humburg.  the  former  for  the  clarification  of  his  exhibits  and 
tho  latter.  In  an  effort  to  pin  him  down  to  a  definite  recom- 
mendation. The  witness  stuck  to  his  direct  testimony  for  "ma- 
terial reductions."  If  the  Commission  should  think  any  war- 
ranted. 

Mr.  Humburg  wanted  to  know  whether  Morrow  could  give 
any  definite  assurances  that  coal  prices  would  come  down  if 
rates  were  reduced. 

"Why.  as  you  know,  we  do  not  pay  the  rates,"  said  the 
witness.  "We  sell  at  the  mines  and  the  buyers  pay  the  rates. 
In  the  event  of  reduced  rates,  they  will  certainly  get  the  benefit." 
Itronson  wanted  to  know  the  names  of  the  producing 
companies  which  have  subsidiaries  that  are  selling  agents. 
Morrow  said  he  had  never  had  occasion  to  go  Into  that. 

"What  are  the  probabilities  of  a  strike  of  miners  In  the 
spring?"  asked  Branson. 

"I  don't  know.  I'm  not  competent  to  form  an  estimate. 
The  National  Coal  Association  has  nothing  to  do  with  wage 
scales  and  I  don't  try  to  find  out  anything  about  labor.  If  I 
do  anything  about  labor  or  wages,  or  prices,  I  make  it  my  busi- 
ness not  to  know.  That  Is  not  within  the  scope  of  our  associa- 
tion activities.'' 

"Wise  man."  commented  the  attorney,  amid  the  laughter  of 
those  in  the  hearing  room. 

A.  H.  Campbell,  traffic  manager  of  the  International  Paper 
Company,  was  put  on  the  stand  by  Wilbur  LaRoe.  Jr..  to  show 
that,  in  relation  to  the  pit  mouth  price  of  coal,  the  rates  are. 
Kin  orally  speaking,  from  200  to  250  per  cent.  The  delivered 
price  of  coal  has  become  so  high,  the  witness  said,  that  two 
of  the  principal  plants  of  the  company,  in  Maine,  have  been 
changed  from  coal  to  oil  burning.  Mr.  Campbell  submitted  ex- 
hibits showing  big  reductions  in  the  cost  of  all  materials  enter- 
Ing  Into  the  finished  newsprint  paper,  bag  and  wrapping  paper. 

•  pt  the  cost  of  hauling  coal.  Ho  also  submitted  charts  to 
show  the  sharp  declines  in  the  prices  of  paper.  Taking  tho  price 
of  newsprint  on  January  1.  1914,  as  100  per  cent,  he  showed 
that  the  peak  in  prices  was  328  per  cent,  from  which  It  has 
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declined  to  176  per  cent  of  the  1914  price.  The  condition  of 
business,  he  eald,  Is  very  poor.  The  company  has  reduced 
wages  to  such  an  extent  as  to  cause  a  very  serious  strike.  The 
company  has  been  able,  he  said,  to  bring  down  all  elements 
of  cost,  other  than  rates  on  coal. 

Paper  Makers  Protest 

In  1910,  he  said  Canadian  manufacturers  supplied  25,000 
tons  of  newsprint  paper,  which  was  16  per  cent  of  their  pro- 
duction, to  Americans.  In  1920,  they  supplied  678,733  tons, 
which  was  80  per  cent  of  their  production. 

On  cross  examination  H.  W.  Bikle,  A.  P.  Humburg  and  F. 
H.  Wood  brought  out  the  fact  that  American  newspapers  have 
established  paper  manufacturing  plants  in  Canada.  Mr.  Camp- 
bell said  he  could  not  tell  what  percentage  of  newsprint  paper 
used  in  the  United  States,  was  produced  in  Canadian  mills. 

Speaking  for  manufacturers  of  heavy  chemicals,  Henry  M. 
Mabey,  traffic  manager  for  the  Mathiessen  Alkali  Company,  made 
comparisons  of  coal  prices  with  the  prices  of  the  finished  prod- 
ucts of  the  heavy  chemical  industry,  tending  to  show  that  the 
prices  at  present  are  not  any  above  pre-war  prices,  while  coal  Is 
practically  80  per  cent  pre-war  and  that  coal  freight  rates  are 
the  chief  factor  In  the  price  of  coal.  Caustic  soda  Is  the  only 
heavy  chemical,  he  said,  that  Is  above  pre-war  In  price.  That 
Is  109  per  cent  of  pre-war.  Conditions  at  the  Saltville,  Va., 
plant  were  commented  upon  at  length.  Its  coal  bill  has  risen, 
without  any  increase  in  volume  of  production,  from  $3,600,000 
In  1917  to  $7,706,000  in  1921. 

Arthur  Hulls,'  manager  of  operations  at  that  plant  testified 
that  conditions  there  are  very  bad;  that  it  was  closed  for  a 
while  and  the  company  is  thinking  of  abandoning  it  altogether, 
to  the  serious  hurt  of  southwestern  Virginia.  He  said  every 
cost,  except  that  of  coal  rates,  had  been  cut.  The  freight  rates 
on  coal,  he  said,  constitute  30  per  cent  of  the  cost  of  manufac- 
turing. 

"The  present  level  of  coal  rates  is  too  high,"  said  C.  H. 
Tiffany,  manager  of  the  New  England  Paper  and  Pulp  Traffic 
Association,  which  has  a  membership  of  forty  mills,  with  an 
annual  production  of  3,000,000  tons  in  which  they  use  750,000 
tons  of  coal.  "Should  rates  be  reduced,  New  England  should 
have  a  reduction  on  every  factor.  As  a  matter  of  fact  I  believe 
New  England  should  have  a  greater  reduction  than  other  parts 
of  the  country  because  it  was  subjected  to  an  increase  on  each 
of  the  rail  factors  entering  Into  the  making  of  the  combination 
rates.  But  perhaps  this  Is  not  the  case  in  which  to  call  at- 
tention to  that  fact.  Our  rates  are  too  high,  mile  for  mile,  in 
comparison  with  rates  to  lake  ports." 

John  S.  Burchmore,  for  the  Fifth  and  Ninth  District  Coal 
Operators'  Association,  presented  C.  P.  Hoy  to  testify  that  the 
adjustment  of  rates  from  those  districts,  lying  southeast  of  St. 
Louis,  has  restricted  them  to  the  markets  In  East  St.  Louis, 
Missouri  River  cities,  interior  Missouri  and  southern  Iowa.  They 
are  no  longer  able  to  reach  Chicago  and  the  northwest.  He  said 
that  the  carriers,  In  adjusting  the  differentials  in  accordance 
with  the  latest  decision  of  the  Commission,  construing  what  It 
said  about  the  maintenance  or  restoration  of  relationships,  in  its 
report  on  Ex  Parte  74,  would  lose  between  $1,000,000  and  ?!,- 
500,000. 

On  cross-examination  Mr.  Humburg  suggested  that  the  wit- 
ness was  quarreling  with  the  Commission's  decisions  in  the 
cases  involving  the  rates  from  the  districts  for  which  Mr.  Hoy 
was  testifying.  The  witness  admitted  that  what  he  was  say- 
ing might  be  said  in  support  of  an  application  for  rehearing 
the  case  In  which  the  latest  decision  was  made  but  he  insisted 
that  It  was  a  question  arising  In  the  general  case  as  well. 

Speaking  for  by-product  coke  interests  not  affiliated  with 
steel  companies  J.  D.  Forrest,  of  Indianapolis,  said  that  at  repre- 
sentative by-product  points  of  production  there  were  in  storage 
1,017,000  tons  of  by-product  coke  for  which  there  is  little  or  no 
demand.  Many  ovens,  he  said,  are  kept  in  operation  simply  to 
prevent  the  ruin  of  the  ovens  through  cooling.  He  said  that  if 
present  conditions  continue  some  of  the  commercial  by-product 
coke  ovens  will  have  to  be  shut  down.  It  is  Impossible,  he  said, 
to  put  by-product  coke  ovens  at  the  mines,  because  they  need 
different  kinds  of  coal  and  sufficient  varieties  are  not  produced 
In  any  given  field. 

Rates,  he  said,  have  restricted  the  market  of  the  com- 
mercial by-product  plants.  In  many  instances,  he  said,  rates  on 
coal  are  equal  to  the  value  of  the  coal  and  the  rates  on  coke  out- 
bound from  the  plant,  in  many  cases,  are  more  than  the  value  of 
the  coke. 

We  are  not  specifically  advocating  coking  in  transit  rates," 
said  Mr.  Forrest,  "but  the  transit  principle  must  be  remembered 
in  making  rates  on  by-product  coke." 

Francis  B.  James,  speaking  for  the  Providence  (R.  I.)  Gas 
Company,  objected  to  Mr.  Forrest's  allusion  to  coking  In  transit 
rates.  He  said  that  the  by-products  people  had  agreed  to  present 
Mr.  Forrest  as  their  only  witness  with  the  understanding  that 
nothing  in  favor  of  coking  in  transit  was  to  be  brought  forward. 
It  was  on  that  understanding,  he  said,  that  the  Providence  com- 
pany had  entered  that  arrangement.  Inasmuch  as  Mr.  Forrest 
had  mentioned  coking  in  transit  he  desired  the  Commission  to 
know  that  his  client  did  not  approve  what  had  been  said.  Mr. 


Forrest  confirmed  what  Mr.  James  had  said  about  coking  In 
transit. 

At  present,  Mr.  Forrest  said,  the  commercial  by-product 
plant  is  at  a  disadvantage  in  comparison  with  the  bee  hive  oven. 
That  fact  arose,  he  said,  from  the  application  of  percentage 
Increases  on  coal  and  coke.  The  commercial  furnace  has  to  bear 
the  percentage  increase  on  the  inbound  coal  and  on  the  outbound 
coke,  while  the  bee  hive  oven  pays  the  percentage  increase  on 
coke  only.  To  illustrate  he  said  that  in  1916  Evansville,  Ind.,  ob- 
tained by-product  coke  from  Indianapolis  for  $3.39  per  ton  as 
the  freight  rate,  while  the  rate  on  bee  hive  coke  was  $2.65,  a 
difference  of  74  cents.  In  1921  Evansville  could  obtain  by-product 
coke  for  a  combined  rate  of  $6.51'  per  ton,  while  the  rate  on 
bee  hive  was  only  $4.76,  a  difference  of  $1.75.  Therefore,  he 
said,  by-product  coke  cannot  compete  with  bee  hive.  The  rates, 
he  said,  had  been  pyramided  and  the  prices  obtainable  for  by- 
product are  no  longer  sufficient  to  warrant  shipping  coal  with- 
out regard  to  the  rail  rates  on  coal. 

Mr.  Forrest  said  he  was  not  advocating  a  general  rate  re- 
duction. He  said  that  what  was  most  needed  was  a  prompt 
decision-  by  the  Interstate  Commerce  Commission  so  that  busi- 
ness could  adjust  itself  to  what  It  knew  it  would  have  to  meet. 
He  said  that  the  thing  most  needed  other  than  promptness  was  a 
proper  readjustment  of  the  rates  prescribed  in  August,  1920. 

W.  J.  Thompson,  representing  the  Anthracite  Coal  Opera- 
tors' Association,  the  members  of  which  are  not  affiliated  with 
railroad  companies  and  who  produced  last  year  20,000,000  tons 
of  hard  coal,  or  about  one-fourth  of  the  total,  advocated  the  aboli- 
tion of  the  differences  In  rates  between  the  two  kinds  of  coal. 
The  higher  rates  on  hard  coal,  he  said,  are  not  only  unjust  to 
the  householder,  but  they  compel  the  non-railroad  operators  to 
sell  their  steam  sizes  without  profit,  if  not  below  the  actual  cost 
of  production.  Using  140  miles  as  the  typical  haul  for  steam 
sizes  of  hard  coal,  he  said  the  rate  on  soft  coal  was  $2.47  and  on 
steam  sizes  of  hard  coal  $2.61. 

There  should  be  the  same  deflation  In  freight  rates  and 
particularly  the  rates  on  coal  as  on  other  basic  things,  said 
R.  H.  Hayden,  representing  the  National  Association  of  Purchas- 
ing Agents.  He  said  the  purchasing  agents  in  that  association 
represented  4,000  manufacturing  and  industrial  concerns,  using 
about  100,000,000  tons  of  coal.  He  said  he  had  conducted  a 
referendum  and  the  vote  was  overwhelmingly  in  favor  of  a 
reduction  on  coal  in  the  same  way  that  the  increases  had  been 
made  under  Ex  Parte  74,  so  as  to  restore  the  differentials. 

Maximum  relief  in  rates  on  coal  was  urged  by  Robert  Hula, 
speaking  for  the  iron  and  steel  manufacturers  of  the  Chicago 
district.  He  spoke  specifically  for  the  Wisconsin  Steel  Company, 
the  Inland  Steel  Company,  the  Illinois  Steel  Company,  the  Steel 
&  Tube  Company  of  America  and  the  Milwaukee  Coke  &  Gas 
Company.  He  is  the  assistant  traffic  manager  of  the  Steel  & 
Tube  Company  of  America.  His  advocacy  of  maximum  relief 
was  based  on  the  condition  that,  if  in  the  judgment  of  the 
Commission,  reductions  could  be  made  in  existing  circumstances. 

In  opening  his  statement,  Mr.  Hula  said  that  the  Interests 
he  represented  do  not  wish  to  destroy  the  transportation  systems 
of  the  country,  nor  to  deny  them  the  right  of  making  fair  profits, 
but  if  conditions  allow  the  Commission  to  make  reductions  in 
transportation  rates  "we  feel  that  the  condition  in  our  -ndustry 
warrants  the  careful  consideration  of  the  Commission,  as  the 
steel  Industry  is  considered  as  one  of  the  business  barometers  of 
the  country  and  in  our  judgment  Is  on  a  worse  economic  condi- 
tion than  any  other  industry  wUh  perhaps  one  exception."  He 
said  that  annual  reports  of  many  steel  companies  confirm  this 
statement. 

Mr.  Hula  made  the  request  that  in  the  event  a  reduction  In 
coal  rates  is  made,  the  same  measure  of  reduction  be  made  on 
coal  from  the  various  fields  to  Lake  Erie  ports  for  trans-ship- 
ment by  boats,  inasmuch  as  some  of  the  Chicago  district  manu- 
facturers avail  themselves  of  the  lake  service.  He  said  that  the 
necessity  for  maintaining  a  relationship  with  the  :ill-rail  rates 
to  Lake  Erie  ports  was  self  apparent.  Mr.  Hula  introduced  an 
exhibit  containing  a  statement  of  rates  and  revenues  on  raw 
materials  and  finished  products  and  he  called  attention  to  rates 
on  coking  coal  from  various  coal  fields  to  the  Chicago  district 
beginning  with  January  1,  1914.  This  exhibit  shows  marked 
increases  in  percentages.  Mr.  Hula  urged  that  the  Commission 
render  its  decision  at  the  earliest  date  practicable.  He  said  that 
the  present  agitation  for  reduced  rates  and  the  uncertain  con- 
ditions created  thereby  act  as  a  check  upon  commerce. 

Iron  and  Steel   Reductions 

Iron  and  steel  men  asking  substantial  reductions  on  their 
raw  materials  and  their  finished  products,  but  disclaiming  any 
desire  or  willingness  to  put  the  carriers  into  any  worse  condi- 
tion than  they  are  now,  occupied  th«  witness  stand  January  21. 
J.  D.  A.  Morrow,  vice-president  of  the  National  Coal  Association, 
and  George  H.  Cushing,  managing  director  of  the  American 
Wholesale  Coal  Association,  were  recalled  for  the  clarification  of 
their  direct  testimony,  but  with  the  exception  of  the  time  they 
consumed  the  day  was  given  over  to  iron  and  steel  men. 

Asserting  that  the  cost  and  the  freight  on  raw  materials  used 
in  making  pig  iron  exceed  the  market  price  of  the  finished  prod- 
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uct,  M.  D.  Langborne,  superintendent  of  the  Onshkany  operations 
of  the  Lavino  Furnace  Company,  speaking  for  the  Virginia  Pig 
Iron  Association,  declared  that  every  bias;  furnace  and  ore  mine 
In  the  Old  Dominion  was  closed  because  they  could  not  operate 
without  losing  from  four  to  five  dollars  on  each  ton  of  pig  iron 
produced. 

"Pig  iron  that  sold  for  approximately  S50  per  ton  at  times 
during  the  war  period,  Is  now  selling  for  about  $20,  or  at  pre-war 
prices,"  said  Mr.  Langhorne.  "Freight  rates  have  been  raised 
to  a  point  never  imagined,  amounting.  In  our  case,  over  the 
former  level  of  rates,  to  an  increase  of  as  high  as  186  per  cent  on 
ore,  128  per  cent  on  stone  and  from  255  per  cent  to  309  per  cent 
on  coke.  The  latter  figure,  we  believe,  shows  a  mu»h  greater 
increase  than  has  been  made  on  the  same  commodity  !n  any 
other  producing  section.  We  find  our  industry  in  a  position,  re- 
gardless of  the  fact  that  we  have  reduced  labor  and  other  ex- 
penses as  low  as  possible  and  resorted  to  the  use  of  .-heap  high 
grade  foreign  ores  to  Increase  our  tonnage  and  reduce  our  coke 
consumption,  where  we  cannot  make  iron  for  less  than  $25  per 
ton,  losing  on  every  ton  produced  from  $4  to  $5.  This,  places  us 
in  a  position  even  worse  than  that  of  any  other  Iron  producing  sec- 
tion and  has  resulted  in  the  closing  down  of  every  furnace  with- 
in the  state,  as  well  as  all  of  the  ore  mines  and  quarries,  leav- 
ing the  entire  pig  Iron  industry  In  a  deplorable  and  chaotic  con- 
dition and  placing  a  great  hardship  on  the  communities  depend- 
ent on  the  operation  of  these  plants  for  a  livelihood. 

"We  disclaim  any  desire  to  reduce  the  total  net  revenues  of 
the  carriers.  We  believe  that  rates  on  basic  commodities,  in- 
cluding furnace  materials  and  pig  Iron,  should  be  reduced,  and 
that  If  this  Is  done,  movement  of  these  commodities  will  be  stimu- 
lated and  the  carriers  will  receive  a  larger  total  net  revenue 
than  they  are  receiving  at  present  We  feel,  however,  that  it 
Is  within  our  rights  and  that  we  are  Justified  in  stating  that 
It  Is  our  opinion  that  the  pig  Iron  Industry  of  Virginia  Is  dif- 
ferent from  that  of  any  other  section  of  the  country  and  is  en- 
titled to  a  separate  consideration  because: 

"First,  furnaces  located  In  eastern  and  Central  Freight  As- 
sociation territories  are  nearer  the  Iron  markets  and  can  stand 
higher  assembling  costs  on  raw  materials. 

"Second,  Alabama  furnaces  are  located  in  close  proximity 
to  their  raw  materials  and  have  exceedingly  low  assembling  costs 
and  hence  are  in  a  position  to  stand  longer  hauls  on  their  Iron 
to  the  markets. 

"Third,  the  combined  freight  paid  to  the  carriers,  I.  e.,  on 
raw  materials  and  finished  product  is  greater,  on  the  basis  of  a 
ton  of  Iron  produced.  In  Virginia  than  from  any  other  section. 

-Fourth,  the  Norfolk  ft  Western  and  Chesapeake  *  Ohio  rail- 
ways were  responsible  for  the  erection  of  the  plants  along  their 
lines  and  that  they  encouraged  the  Industry  by  the  maintain- 
ing of  rates  on  raw  materials  from  the  later  eighties  to  1917 
that  proved  remunerative  to  them  and  developed  the  natural 
resources  of  the  state. 

"Fifth,  the  Industry  had  every  reason  to  believe  that  the 
same  policy  which  created  It  would  be  continued  and  conse- 
quently has  spent  large  sums  In  the  erection.  Improvement  and 
enlargement  of  plants. 

"Sixth,  the  Norfolk  A  Western  and  Chesapeake  A  Ohio  rail- 
ways are  among  the  most  prosperous  roads  east  of  the  Iflnsls- 
slppl  River  and  that  they  are  in  a  position,  not  only  to  estab- 
lish, but  maintain,  rates  that  will  enable  the  Virginia  furnaces 
to  operate  and  place  their  iron  on  the  market  In  competition 
with  the  producing  sections  of  other  states  and  that  at  the  same 
time,  will  Increase  the  net  revenue  of  the  railways." 

In  behalf  of  the  Utah  chapter  of  the  American  Mining  Con- 
gress. A.  O.  Mackensle  said  that  freight  rates  constituted  22  per 
cent  of  the  cost  of  producing  the  melals  that  come  from  mines  In 
Ttah.  They  are  now  operating  at  about  28  per  cent  of  capacity 
with  no  prospect  of  any  Improvement  in  the  market  In  the  near 
future.  Conditions  are  such,  be  said,  that  mines  now  operating 
have  been  forced  to  preferential  mining;  that  Is.  to  extract  only 
ores  of  the  highest  grade.  That,  he  said,  was  bad  mining  prac- 
tice. It  means  a  loss  of  a  larger  part  of  the  ores  with  conse- 
quent reduction  of  tonnage  for  the  railroads  and  the  smelters 
and  the  permanent  loss  of  large  quantities  of  metal  that  can 
never  be  extracted.  The  Pittman  law,  establishing  $1  per  ounce 
as  the  price  of  silver  for  a  limited  period,  he  said.  Is  the  only 
thing  that  keeps  a  single  metal  mine  In  Utah  In  operation.  But 
for  that  statute,  he  said,  all  the  metal  mines  In  Utah  would 
have  been  shut  down  months  ago. 

Every  item  of  cost  of  production  had  been  brought  down,  he 
•aid.  except  freight  rates.  The  attitude  of  the  Utah  ore  pro- 
ducers, he  said,  was  to  co-operate  with  the  railroads.  They  as- 
some  that  the  railroads  have  facilities  to  handle  readily  a  ton- 
nag*  at  least  equal  to  that  of  1913.  It  was  their  opinion,  he  said, 
that  the  railroads  themselves  would  profit  financially  through  the 
re-establishment  of  rates  that  would  move  a  large  tonnage  of  ore 
that  cannot  be  handled  under  existing  rates. 

A  picture  showing  that  as  of  January  1.  this  year,  the  mar- 
ket price  of  pig  Iron  was  less  than  the  cost  of  transporting  the 
raw  materials  to  the  blast  furnace  and  manufacturing  them  and 
that  the  furnace*  for  which  he  was  speaking  were  In  a  desperate 
condition,  was  painted  by  W.  A.  Barrows,  Jr..  of  the  freight  rate 


committee  of  the  Eastern  Pig  Iron  Manufacturers.  He  said  that 
pig  Iron  was  selling  for  $20.50  per  ton,  while  the  total  cost  of 
raw  material  and  transportation  was  $24.08. 

A  pig  Iron  price  today  based  on  the  relationship  between 
price  and  transportation  cost  which  prevailed  In  1913,  the  wit- 
ness said,  would  be  $27.54  per  ton,  or  34  per  cent  above  the  cur- 
rent price  of  $20.50.  Such  a  situation,  he  said,  could  not  be  met 
by  an  increase  in  the  price  of  pig  Iron.  The  market  Is  absorbing 
now  but  a  small  output  and  foreign  pig  Iron  is  coming  In  from 
Europe,  he  said.  A  recent  transaction,  he  said,  was  the  sale 
of  European  pig  iron  at  north  Atlantic  at  $18.65  per  ton  c.  1. 
f.  Eastern  pig  iron  men,  he  said,  had  left  no  stone  unturned  to 
reduce  their  costs.  He  said  that  while  it  might  be  true,  as  con- 
tended by  George  M.  Shriver,  that  freight  rates  in  1921  were 
less  above  the  rates  he  used  as  the  base  than  commodities,  ex- 
actly the  reverse  was  the  fact  with  regard  to  the  selling  price  of 
pig  iron  with  relation  to  freight  rates.  He  also  quoted  figures 
tending  to  show  that  the  claim  of  Daniel  Willard  that  the  rail- 
roads used  30  per  cent  of  the  iron  and  steel  made  in  the  coun- 
try was  erroneous.  He  said  that  a  comprehensive  analysis  of 
steel  consumption  recently  made  by  a  standard  publication 
showed  that  the  railroads  were  using  only  17.13  per  cent  of  the 
steel  produced  In  the  country. 

The  witness  used  those  figures  to  Justify  his  conclusion  that 
Iron  and  steel  buyers  of  all  classes  are  waiting  for  lower  freight 
rates  before  making  any  unavoidable  purchases  and  that  the 
low  condition  of  the  industry  was  not  due,  as  Mr.  Willard  seemed 
to  think,  to  the  Inability  of  the  railroads  to  buy  iron  and  steel. 
John  A.  Topping  Testifies 

As  spokesman  for  40  iron  and  steel  manufacturing  concerns 
not  affiliated  with  the  United  States  Steel  Corporation  or  Its 
subsidiaries,  John  A.  Topping,  chairman  of  the  Republic  Iron  & 
Steel  Company,  said  that  he  and  those  for  whom  he  was  speak- 
ing heartily  agreed  with  Howard  Elliott,  chairman  of  the  North- 
ern Pacific,  when  the  latter  said  that  misinformation  or  lack  of 
information  tended  to  produce  erroneous  conclusions  that  were 
hurtful  to  "what  we  are  all  Interested  in,  namely,  business  activ- 
ity and  prosperity."  Their  only  disagreement,  he  suggested,  was 
as  to  whether  existing  freight  rates  are  or  are  not  fair. 

"Excessive  freight  rates  on  Iron  and  steel  and  their  raw 
materials  like  excessive  prices  for  Iron  and  steel  were  both  the 
outgrowth  of  war  conditions,"  said  Mr.  Topping.  "To  correct  this 
condition,  capital  and  labor  employed  In  the  production  of  Iron 
and  steel,  recognizing  the  absurdity  of  war  values  in  time  of 
peace  determined  that  the  only  way  back  to  normal  was  through 
liquidation  and  deflation.  We  believe  that  freight  reductions  are 
essential  to  a  normal  consumption  of  Iron  and  steel. 

"The  problem  Is,  can  the  cost  of  conducting  transportation 
be  reduced  sufficiently  to  put  Into  effect  rates  on  commodities 
like  coal.  Iron  ore,  iron  and  steel  sufficiently  low  to  Insure  a  nor- 
mal movement?  The  answer  Is — yes,  and  It  should  be  done.  The 
problem  Is  largely  a  labor  question,  for  labor  Is  the  big  item 
of  cost,  as  It  represents  about  60  per  cent  of  the  cost  of  trans- 
portation. Yet  this  Item  has  hardly  been  touched.  The  reduc- 
tion effected  amounted  to  only  about  12  per  cent,  whereas  the 
wages  of  most  other  labor  have  been  reduced  from  30  to  50 
per  cent"  Mr.  Topping  said  that  If  the  Adamson  law,  a  war 
measure,  stands  In  the  way,  its  repeal  should  be  urged  In  the 
public  Interest  He  said  that  it  would  be  unfair  to  the  public 
Interest  and  labor  employed  in  other  Industries  to  burden  rail- 
way costs  with  higher  pay  for  the  railroad  carpenter,  machinist 
plumber,  painter,  or  other  laborer  than  going  rates  paid  for 
labor  of  this  class  In  the  communities  where  employed.  He 
advocated  making  the  Railroad  Labor  Board  subject  to  the 
orders  of  the  Interstate  Commerce  Commission  on  the  principle 
that  two  boards  dealing  with  the  same  subject  or  parts  of  the 
MOM  subject  cause  only  confusion.  He  said  that  the  Interstate 
Commerce  Commission  should  have  the  authority  to  regulate 
wages  aa  well  as  rates,  because  railroad  wages  were  such  a 
large  part  of  railroad  costs  and  the  board  that  regulates  rail- 
road revenues  should  regulate  railroad  costs.  No  business,  he 
said,  could  be  successfully  managed  unless  the  responsibility 
was  centralised  under  one  head. 

Specifically,  Mr.  Topping  advocated  the  cancellation  of  the 
Increases  under  Ex  Parte  74  and  thereafter  make  such  other 
adjustment  as  might  appear  equitable  upon  the  completion  of 
the  Commission's  investigation.  He  said  that  with  such  readjust- 
ments the  volume  of  tonnage  would  be  Increased  to  such  an  ex-, 
tent  that  there  would  be  no  material  shortage  In  the  net  revenue 
of  the  carriers  below  a  fair  return.  Normally,  he  said,  the  Iron 
and  steel  traffic  amounts  to  300,000.000  tons  per  annum,  be- 
cause 8  tons  of  materials  are  required  to  produce  one  of  prod- 
ucts. At  present  the  traffic  Is  at  the  rate  of  120,000,000  tons  per 
annum.  The  steel  Industry,  he  said,  and  steel  labor,  have  been 
deflated.  The  steel  maker  wrote  down  his  Inventories  at  the 
end  of  the  last  year  and  Is  charging  off  accumulated  supplies  of 
raw  material  at  present  prices  regardless  of  their  cost 

On  cross-examination,  Henry  Wolfe  Blkle,  for  the  Penn- 
sylvania, asked  Mr.  Topping  whether  his  estimate  of  the  prob- 
able production  of  the  steel  Industry  was  not  based  on  a  capacity 
extended  beyond  present  needs  by  war  necessities.  The  wit- 
ness said  that  Germany,  which  was  the  chief  competitor  of  the 
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United  tSates  before  the  war,  could  not  be  expected  to  return 
to  pre-war  production  for  a  long  time.  He  said  that  the  United 
States  therefore  was  warranted  In  the  belief  that  It  would  be 
supplying  Iron  and  steel  In  greater  percentage  than  before  the 
war  when  American  steel  mills  produced  60  per  cent  of  the 
•world's  total. 

J.  E.  Rothhaus,  of  the  Thomas  Iron  Company,  spoke  of  the 
condition  of  the  blast  furnaces  in  northern  New  Jersey,  where, 
he  said,  there  was  an  exceedingly  bad  maladjustment  of  rates 
on  iron  ore.  He  asked  for  the  elimination  of  Ex  Parte  74  rates 
and  when  asked  by  Commissioner  Hall  whether  he  would  extend 
that  to  all  other  commodities  he  said  he  would,  although  he 
was  speaking  only  of  Iron  ore.  He  said  adjustment  of  rates 
on  ore  in  that  part  of  the  country  was  so  bad  that  the  company 
had  closed  its  richest  mine  in  the  Horton,  New  Jersey,  district, 
and  was  using  ores  from  India,  Spain,  Sweden,  Colombia,  and 
Cuba.  He  said  that  for  74  miles  they  had  a  rate  on  ore  of  $2.05, 
while  competing  plants  at  Bethlehem  could  obtain  imported 
ore  from  Constable  Hook  at  $1  per  ton  or  from  the  Cornwall 
mines  in  Pennsylvania  for  $1.10.  He  said  that  a  properly  aligned 
rate  for  his  company  would  be  93  cents.  He  said  the  Cornwall 
to  Bethlehem  rate  was  not  low,  but  that  his  own  rate  was  ex- 
tremely high.  Under  on  Ex  Parte  74  rate  of  $2.25  from  Buffalo 
the  railroads  hauled  300,000  tons,  he  said,  while  under  the  pre- 
decessor rate  of  $1.54  they  hauled  3,500,000  tons. 

Abolition,  of  Ex  Parte  74  increases  was  also  advocated  by 
P.  A.  Ogden,  general  freight  agent  of  the  Jones  &  Laughlin 
Steel  Company,  who  was  also  speaking  for  all  the  steel  com 
panies  not  affiliated  with  the  United  States  Steel  Corporation, 
except  those  with  plants  in  the  Chicago  district.  Robert  Hula 
spoke  for  the  plants  fn  the  Chicago  district  not  affiliated  with 
the  United  States  Steel  Corporation. 

"We  have  liquidated  our  costs  in  manufacture  so  far  as  it  Is 
possible,  perhaps,  for  us  to  go  at  this  time,"  said  Mr.  Ogden. 
"Our  wages  have  been- reduced  40.7  per  cent  from  the  high  peak 
of  1920.  The  selling  price  of  our  commodities  today  is  much 
below  our  cost  and  what  operations  we  are  maintaining,  which 
are  small,  is  to  hold  at  least  a  part  of  our  organization  together 
and  to  help  in  giving  our  employes  work.  The.  average  price 
of  steel  at  the  low  cost  in  1913  was  $31.36  per  gross  ton  for  bars, 
and  the  present  price  is  $33.60  at  Pittsburgh,  a  difference  of 
$2.24  per  ton.  The  increase  in  freight  costs  of  assembling  the 
raw  materials,  for  a  ton  of  metal  alone  is  over  $5  per  ton  and 
the  books  of  any  of  the  steel  companies  will  show  red  figures, 
or  a  loss  for  the  year  1921.  It  is  our  belief  that  freight  rates 
on  the  commodities  going  into  the  production  of  iron  and  steel 
products  should  be  reduced  by  taking  off  the  40  per  cent  advance 
made  in  Ex  Parte  74.  If  this  is  done  it  will  stimulate  business 
and  bring  about  a  greater  operation  of  the  iron  and  steel  mills 
of  the  country,  which  will  bring  about  an  increased  amount  of 
traffic  for  the  railroads  in  the  heavy  raw  materials  and  the 
finished  iron  and  steel  articles.  If  freight  rates  are  reduced  the 
tariffs  should  be  published  on  short  notice  so  that  business  will 
not  be  suspended  pending  the  effective  date  of  the  new  rates." 

A  similar  recommendation,  that  is,  for  the  removal  of  all 
Ex  Parte  74  increases,  was  made  by  L.  C.  Biehler,  traffic  man- 
ager for  the  Carnegie  Steel  Company,  and  speaking  in  this 
case  also  for  the  American  Steel  &  Wire  Company,  American 
Sheet  &  Tin  Plate  Company,  American  Bridge  Company,  and  the 
Lorain  Steel  Company,  all  subsidiaries  of  the  United  States  Steel 
Corporation. 

"We  feel  that  the  iron  and  steel  industry  has  long  borne  and 
is  still  bearing  more  than  its  proper  share  of  transportation 
charges  and  therefore  in  connection  with  any  reductions  in  rates 
special  consideration  should  be  given  to  specific  reductions  on 
all  the  inbound  raw  materials  and  supplies  and  the  outbound 
products,  pig  iron  and  furnace  products,  semi-flnished  and  fin- 
ished products  of  the  mills,"  said  Mr.  Biehler.  "We  made  vari- 
ous applications  to  the  railroads  for  relief  last  year,  but  generally 
speaking  what  reductions  that  were  made  are  temporary  and 
our  rates  today  are  practically  the  same  as  made  effective  under 
Ex  Parte  74.  We  therefore  suggest  that  present  rates  in  which 
we  are  interested,  including  charges  for  handling  ore  at  docks, 
be  reduced  so  that  they  shall  not  exceed  the  rates  in  effect  prior 
to  the  several  advances  under  Ex  Parte  74,  bearing  in  mind  that 
the  rates  which  were  in  effect  then  had  been  increased  under 
General  Order  No.  28  to  a  greater  extent  on  some  of  the  principal 
c.ommodities,  particularly  fuels  and  fluxes  used  in  the  manu- 
facture of  iron  and  steel,  than  on  classes  and  commodities  gen- 
erally. 

"The  Iron  and  steel  industry  has  done  its  full  share  in 
liquidation.  On  the  principle  of  affording  the  greatest  possible 
assistance,  in  economic  reconstruction  in  the  country,  and  bene- 
fiting the  largest  number  of  persons,  it  is  well  to  consider  the 
fact  that  a  restoration  of  normal  production  and  shipment  of 
iron  and  steel  will  almost  double  the  number  of  people  now  em- 
ployed directly  in  this  industry,  in  addition  to  which  it  would 
afford  employment  to  a  relatively  increased  number  of  employes 
in  mines,  quarries,  coke  works,  and  other  industries  producing 
raw  materials  and  supplies  as  well  as  additional  workmen  in 
steel-consuming  plants,  to  say  nothing  of  additional  employment 
to  railway  employes  now  Idle." 


W.  C.  Crawford,  traffic  manager  for  the  Cambria  Steel  Com- 
pany, with  a  plant  at  Johnstown,  Pa.,  advocated  the  elimination 
of  Ex  Parte  74  increases.  He  said  prices  for  steel  and  iron  are 
about  the  same  as  1913,  while  rates  on  inbound  and  outbound 
freight  paid  by  the  industry  are  from  105  to  184  per  cent  above 
the  level  of  rates  of  that  year. 

Commissioner  Lewis,  toward  the  end  of  the  testimony  of  the 
iron  and  steel  traffic  men  who  asked  for  the  elimination  of  Ex 
Parte  74  increases  on  raw  materials,  asked  each  witness  in  what 
order  they  would  prefer  to  have  the  rates  reduced  if  the  reduc- 
tions could  not  all  be  made  at  once.  He  also  asked  that  question 
of  Mr.  Hula,  speaking  for  the  steel  plants  in  the  Chicago  district. 
Hula  said  coal.  Barrows  said  coal,  ore,  and  limestone  in  the 
order  mentioned,  while  Crawford  said  ore,  coal,  coke  and  lime- 
stone in  the  order  mentioned. 

Steel  Men  Continue 

Witnesses  for  the  iron  and  steel  industry  at  the  morning 
session,  January  23,  continued  the  recital  of  facts,  which  they 
contended  showed  why  the  Commission  should  now  eliminate  the 
increase  in  the  eastern  district,  in  particular,  authorized  by  it 
in  Ex  Parte  74. 

H.  D.  Rhodehouse,  speaking  for  the  Youngstown  Chamber  of 
Commerce  and  business  generally,  in  the  Mahoning  and  Shenango 
valleys,  endorsed  what  had  been  said  by  John  A.  Topping  and 
other  witnesses  for  the  industry.  His  point  was  that  the  high 
increases  on  inbound  material  added  to  the  lower  but  still  stiff 
increases  on  the  outbound  products  had  placed  the  iron  and 
steel  industry  at  a  paralyzing  disadvantage. 

J.  L.  Roney,  general  traffic  manager  for  the  American  Roll- 
ing Mill  Company  of  Middletown,  Ohio,  submitted  a  multitude 
of  charts  in  support  of  the  proposition  that  the  40  per  cent  ad- 
vance in  the  eastern  district  should  now  be  abolished.  In  addi- 
tion to  that  he  emphasized  the  desirability,  also  mentioned  by 
F.  A.  Ogden,  general  freight  agent  of  the  Jones  &  Laughlin  Steel 
Company,  in  earlier  testimony,  of  export  rates  on  iron  and  steel 
so  as  to  enable  the  American  mills  at  all  times  to  market  their 
surplus.  Thereby,  he  said,  continuous  and  economical  operation 
would  be  assured  and  labor  in  the  mills  would  always  be  em- 
ployed. He  urged  the  Commission  to  see  to  it  that  export  rates 
were  always  so  adjusted. 

"Would  you  rather  have  a  small  reduction  in  rates  or  an 
assurance  of  service?"  asked  Commissioner  Lewis. 

"We  have  service  now,  but  no  business,"  answered  the  wit- 
ness. "Give  us  the  rate  reductions  and  we'll  get  the  business. 
If  we  have  the  business  we  are  willing  to  take  chances  on  ob- 
taining sr.vice." 

Admitting,  in  answer  to  Commissioner  Hall's  questions,  that 
the  depression  in  business  is  world  wide,  Mr.  Roney  contended 
that  a  reduction  in  rates  in  the  United  States  would  have  the 
effect  of  improving  business. 

"Then  you  think  a  reduction  in  rates  in  the  United  States 
would  have  that  effect?"  asked  Mr.  Hall,  who  seemer  not  to  be 
sure  that  he  had  heard  the  witness  aright. 

"Yes,  sir,  I  do,"  said  Mr.  Roney.  "I  could  go  into  consid- 
erable detail,  too,  to  show  why  I  think  so,  but  I  don't  think  I'll 
do  so  unless  you  want  me  to." 

J.  Fred  Townsend,  traffic  manager  for  the  National  Tube 
Company,  as  well  as  Mr.  Roney,  submitted  elaborate  tables 
showing  the  big  increases  In  rates  both  inbound  and  outbound, 
to  show,  as  he  said,  the  great  burdens  the  steel  industry  was 
bearing.  When  he  had  finished  Commissioner  Hall  suggested 
that  other  witnesses  might  as  well  omit  declarations  and  exhi- 
bits of  that  kind  because  it  was  obvious  that  the  cumulative 
effect  of  the  five,  fifteen,  twenty-five,  and  forty  per  cent  ad- 
vances made  since  1913,  was  an  increase  of  a  little  more  than 
110  per  cent.  Figures  of  that  kind,  Mr.  Hall  said,  show  no  more 
than  that  the  steel  industry  has  suffered  in  the  same  way  that 
all  other  payers  of  freight  rates. 

"But  the  increase  on  inbound  raw  materials  has  been  more 
than  110  per  cent,"  said  Mr.  Townsend.  "On  coal  it  was  150 
per  cent." 

"But  that  includes  increases  on  intrastate  rates,"  observed 
Mr.  Hall. 

Mr.  Townsend  said  that  it  took  eight  carloads  of  raw  mate- 
rials to  produce  one  carload  of  wrought  pipe.  The  increase  in 
the  freight  bill  of  the  National  Tube  Company  on  inbound  mate- 
rial, he  said,  was  from  $5,554,820  in  1913  to  $11,316,534  in  1921. 
On  outbound  the  increase  was  from  $9,470,652  to  $19,378,455. 
The  increase  in  the  car-mile  was  112  per  cent. 

"Was  your  labor  cost  in  1920  greater  than  your  total  revenue 
in  1916?"  asked  Mr.  Hall. 

"Are  you  asking  about  labor  cost  on  railroads?"  inquired 
Charles  S.  Belsterling,  commerce  attorney  for  the  United  States 
Steel  Corporation,  who  was  conducting  the  examination  of  the 
witness.  Mr.  Hall  said  that  what  he  had  embodied  in  his  ques- 
tion was  the  fact  with  regard  to  the  railroads. 

"I'm  not  prepared  to  answer  that,"  said  the  witness. 

Speaking  for  not  merely  the  National  Tube  Company,  but 
all  parts  of  the  industry  engaged  in  the  manufacture  of  pipe, 
Mr.  Townsend  asked  for  a  new  set  of  minimum  weights  on 
wrought  pipe.  At  present  its  minimum  is  46,000  pounds,  but 
the  average  loading  is  in  the  neighborhood  of  88,000  pounds. 
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The  industry  desired,  be  said,  a  minimum  of  24,000  pounds  at 
fifth  class,  60,000  at  sixth,  with  L.  C.  L.  shipments  moving  at 
fourth  class.  He  said  that  there  were  a  number  of  articles 
rated  at  fifth  class  that  had  a  minima  as  low  as  24,000,  hence 
the  suggestion  of  the  wrought  pipe  part  of  the  steel  industry 
for  a  carload  rating  on  pipe  as  low  as  that.  He  said  that  it 
would  give  the  comparatively  small  dealer  a  chance  to  order 
in  quantities  he  could  handle. 

The  witness  said  that  the  domestic  rates  on  wrought  pipe 
were  too  high  for  present  conditions,  especially  to  the  Pacific 
coast,  where  foreign  competition  had  wholly  displaced  American 
pipe.  The  domestic  rate  figures  out  $33.30  per  ton,  he  said. 
A  reduction  of  50  per  cent,  he  said,  with  the  average  loading, 
would  still  yield  a  revenue  of  $669.81  per  car.  or  24  cents  per 
cmr-mile.  Foreign  pipe,  he  said,  was  coming  from  Germany  at 
$5.60  per  gross  ton  from  Hamburg,  and  $4.80  from  Antwerp.  A 
rate  as  low  as  $3  a  ton.  he  said,  had  been  made  recently  on 
other  commodities,  such  as  building  sand,  in  ships  coming  from 
foreign  ports  to  Pacific  ports  to  load  with  lumber  and  grain. 

"The  rates  on  raw  materials  entering  into  the  manufacture 
of  iron  and  steel  are  much  too  high  and  must  be  reduced," 
said  J.  M.  Gross,  general  traffic  manager  for  the  Bethlehem  Steel 
Company.  "There  are  yet  to  be  effected  many  readjustments 
in  the  rates  on  furnace  materials,  and  these  readjustments 
should  be  made  before  or  simultaneously  with  any  general  re- 
ductions. That  the  present  level  of  freight  rates  on  raw  ma- 
terials is.  to  a  large  extent,  responsible  for  the  present  condi- 
tions in  the  steel  Industry  is  frequently  alleged  and  it  is  believed 
can  be  easily  demonstrated.  Most  industries  ship  approximately 
one  ton  of  products  for  every  ton  of  raw  materials.  Thus  the 
burden  of  a  horizontal  increase  in  freight  charges.  In  the  case 
of  such  products,  in  proportion  to  selling  price,  amounts  to  far 
less  than  In  the  case  of  a  ton  of  steel.  The  successive  hori- 
zontal increases,  therefore,  have  resulted  in  Increases  in  total 
freight  charges  with  respect  to  each  ton  of  steel  products  which 
are  far  out  of  line  with  the  increase*  per  ton  of  practically 
every  other  commodity  and  Industrial  product.  These  Increase* 
In  freight  charges,  of  course,  are  reflected  in  prices  for  steel 
which  are  entirely  out  of  line  with  prices  for  other  commodities 
judged  on  a  pre-war  basis." 

The  first  sharp  conflict  of  Interest  resulting  in  efforts  to 
exclude  proffered  testimony  came  when  James  P.  D»ly,  traffic 
manager  for  the  Donner  Steel  Company,  of  Buffalo,  a  lake  front 
concern,  under  the  leadership  of  questions  propounded  by  Fran- 
da  B.  James,  offered,  in  evidence,  a  transcript  of  the  discus- 
sion In  the  Informal  conference  held  by  division  2.  composed  of 
Commissioners  Daniels.  Esch  and  Campbell,  November  7.  in 
which  the  question  under  discussion  was  the  elimination  of  the 
Ex  Parte  74  Increase  on  ex-lake  ore.  Mr.  Belsterllng  objected 
on  the  ground  that,  the  subject  matter  of  the  conference  being 
involved  in  a  formal  complaint  before  the  Commission,  It  was 
repugnant  to  the  multlpllclty-of-sults  rule  of  practice. 

The  testimony  and  the  exhibits.  Mr.  James  contended,  were 
intended  to  snow  why  the  recommendation  of  Mr.  Ogden,  speak- 
ing for  the  Jones  *  Laughlln  Steel  Company,  for  a  reduction  in 
the  rates  on  ore,  should  not  be  followed. 

"The  Commission  was  fllmflammed,"  said  Mr.  James  with 
emphasis,  "into  Issuing  a  sixth  section  order  permitting  the  rail- 
roads, on  short  notice,  to  reduce  rates  on  Iron  ore  from  the 
lower  lake  ports  to  interior  furnace  points.  We  took  action  to 
have  the  Commission  refuse  permission  to  continue  the  reduced 
rates  after  January  1.  Commissioner  Daniels  said  he  thought 
he  would  bring  the  matter  before  the  whole  Commission,  but 
I  do  not  know  whether  he  did.  This  transcript  of  what  was 
•aid  at  that  conference  and  the  exhibits  bring  the  facts  In  op- 
position to  the  recommendation' of  Mr.  Ogden  for  a  reduction  of 
rates  on  Iron  ore  to  the  attention  of  the  Comralxsion  " 

Commissioner  Hal],  for  the  time  being  he  said,  would  over- 
rule the  objection.  He  added,  however,  that  If  local  matters 
were  to  be  brought  in.  the  Commission  would  be  hearing  this 
case  for  the  next  nix  months  or  a  year.  Commissioner  Aitchl- 
son  made  the  point  that  the  statements  at  that  conference  were 
not  under  oath.  Mr.  James  said  he  was  willing  to  swear  to  their 
accuracy. 

ll<-nry   Wolf    Dlkle.    for    the   eastern    district    carriers,   sup- 
ported   the  objection    made   by    Mr.    Belsterllng   on   the   ground 
the  admission  of  statements  made  at  such  Informal  con 
alght   Injure  the  good  results  flowing  from   curh   con- 
between  carriers  and  shippers,  through  the  Introduction 
Informal  statements  into  the  record  in  formal  cases.    Neces- 
,ly  statements  then  made  were  for  the  purpose  of  reaching 
npromlses.    They    were    compromise   discussions    altogether, 
said. 

Answering  questions  by  Commissioner  Lewis.  Mr.  Daly  said 
commodities  should  not  be  selected  arbitrarily  for  the  pur- 
of   having  their   rates   reduced.     He  said   that   If   a  sound 
pfor   rould   he   found.   the   flrst   reduction    should   be 
rial.     Coal,   he   said.  In   used   In  all   Industries,  and  a 
action  la  the  rates  would  stimulate  Industries  generally  and 
•i'.r.      HP  also  advocated   reductions  in   rates  on 

from  toe  mine*  to  upper  lake  ports,  saying  that  such  cut* 
benefit  the  whole  Iron   and   steel   Industry,  while  a  cut 


from  the  lower  lake  ports  would  give  no  benefit  to  the  lake  front 
furnaces.  Relatively,  he  said,  rates  on  ore  from  the  lower  lake 
ports  are  low. 

Ex-Lake  Ore   Rates   Discussed 

The  Commission,  at  the  afternoon  session,  January  23,  ad- 
mitted in  evidence  a  statement  prepared  by  It  for  the  newspapers, 
announcing  its  determination  not  to  permit  the  continuance  of 
the  lowered  rates  on  ex-lake  iron  ore.  It  excluded  from  the 
record  the  transcript  of  statements  made  at  the  informal  confer- 
ence on  ex-lake  ore  rates,  November  7,  at  which  members  of  di- 
vision No.  2  attended.  Francis  B.  James,  who  offered  the 
transcript  and  the  press  statement,  said  he  was  satisfied  with 
the  disposition  made  of  the  material  proffered  by  him. 

L.  C.  Sprague,  of  M.  A.  Hanna  &  Co.,  testifying  for  the  Lake 
Superior  Iron  Ore  Association,  offered  one  exhibit  to  show,  as 
he  contended,  that  the  rates  on  ore  from  the  mines  to  the  upper 
lake  ports  were  too  high  and  should  be  reduced.  Objections 
to  material  contained  in  that  exhibit  were  made  by  F.  G.  Dorety. 
for  the  Great  Northern  Railroad,  and  C.  F.  Belsterling,  commerce 
counsel  for  the  United  States  Steel  Corporation.  They  con- 
tended, unsuccessfully,  that  the  material  contained  in  the  exhibit, 
almost  without  exception,  was  contained  in  the  Commission's 
record  in  docket  No.  12071,  the  complaint  of  ihe  Adriatic  Min- 
ing Company  and  other  miners  of  iron  ore  in  the  upper  lake 
region.  The  witness  said  the  data  in  this  exhibit  were  taken 
from  the  records  of  the  Interstate  Commerce  Commission  and 
not  from  the  records  in  that  case.  He  said  that,  in  some  par- 
ticulars, 'the  facts  were  the  same  as  those  in  the  formal  case 
but  that  the  object  in  presenting  them  was  to  show  that  the 
advance  on  iron  ore  was  greater  than  on  other  commodities,  and 
that  the  advance  put  on  the  rate  from  the  mines  to  the  docks 
was  Intended  to  cover  the  increased  cost  of  transportation,  both 
in  the  upper  lake  region  and  also  from  the  lower  lake  ports  to 
the  furnace  points. 

In  behalf  of  the  Hammond  Iron  Works,  at  Warren,  Pa.,  S. 
L.  Myer  said  that,  instead  of  ordering  general  reductions  in 
rates,  the  Commission  would  confer  a  greater  benefit  on  the 
whole  country  by  removing  the  present  maladjustments  and 
thus  enabling  manufacturers,  such  as  the  Hammond  Iron  Works, 
to  get  back  some  of  the  business  they  had  lost  by  reason  of  the 
Increase  in  the  spread  of  rates  from  the  same  points  of  origin 
to  the  manufacturing  plants  of  different  fabricators  and  manu- 
facturers. 

When  he  made  that  declaration  he  said  he  had  In  mind  the 
fact  that  prior  to  the  percentage  advance*  there  was  a  difference 
In  rates  to  the  fabrication  plants  of  the  Hammond  Company 
and  It*  competitors  of  10  cents  per  100  pounds  on  steel  plates 
used  In  the  fabrication  of  tanks.  At  present  the  difference  is 
16.5  cents.  Under  the  old  adjustment  the  complaining  manu- 
facturer could  absorb  the  difference  in  rates  and  compete  on 
terms  that  permitted  It  to  obtain  a  fair  share  of  the  business. 
At  present,  he  said,  instead  of  20  per  cent  of  the  business  in  the 
mid-continent  oil  fields,  the  company  has  only  2  per  cent 

"I  don't  believe  that  the  Commission,  under  present  condi- 
tions, could  order  reductions  sufficient  to  help  business  without 
bankrupting  the  carriers."  said  H.  C.  Lust,  who  had  appeared 
as  attorney  for  the  Hammond  Iron  Works.  "A  10  per  cent  re- 
duction would  not  originate.  I  believe,  an  additional  pound  of 
steel  traffic  for  the  railroads,  nor  an  additional  ton  of  coal  for 
them.  My  Idea  Is  that  It  should  devote  Its  attention  to  Ironing 
out  the  maladjustments  so  as  to  enable  everybody  to  go  back 
Into  the  markets  In  which  they  competed  prior  to  the  percent- 
age advances." 

Traffic  managers  for  foundry  and  pig  Iron  associations  and 
Individual  companies,  just  before  the  conclusion  of  the  session 
on  January  23,  also  asked  for  the  complete  removal  of  Ex  Parte 


Speaking  for  the  American  Pig  Iron  Association,  Richard 
Peters,  Jr.,  urged  the  Commission  to  restore  rates,  on  both  In- 
bound raw  materials  and  outgoing  pig  Iron,  such  as  prevailed 
prior  to  August  26.  1920.  He  said  the  high  freight  rates  had 
localised  the  use  of  pig  Iron  and  destroyed  the  economic  system 
on  which  the  pig  Iron  Industry  was  founded.  Producers  were 
losing  established  trade,  he  said,  and  that  it  would  be  difficult 
to  reestablish  it.  Likewise,  he  pointed  out,  consumers  find  It  a 
financial  burden  to  obtain  the  particular  mixture  of  Iron  required 
by  them  because  the  kinds  that  are  needed  are  often  produced 
in  widely  separated  sections  of  the  country. 

W.  R.  Bean,  of  the  American  Foundrymen's  Association, 
asked  for  the  removal  of  Ex  Partc  74  Increases  on  inbound  ship- 
ments of  pig  Iron  and  outbound  castings  of  all  kinds,  coal,  coke, 
sand,  and  limestone. 

A.  S.  Lucas,  chairman  of  the  Birmingham  District  Traffic 
Managers'  Association,  speaking  particularly  for  the  producers 
of  cast  Iron  fittings,  said  that  the  present  rates  are  restricting 
the  use  of  pipe  by  municipalities  because  the  amount  of  money 
they  have  for  putting  new  water  pipe  Is  less  than  enough  to 
pay  for  the  pipe  and  the  freight  rates.  Phonex,  Ariz.,  he  said, 
for  Instance,  wanted  6,000  tons  of  pipe;  but  when  it  found  that 
the  pipe  would  cost  $60  per  ton  delivered,  it  used  only  half  the 
quantity  that  was  really  needed.  Answering  questions,  Mr.  Lucas 
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said  that  he  would  remove  the  whole  of  Ex  Parte  74  "as  a 
starter"  and  then  make  other  readjustments. 

"Would  the  general  prevalence  of  railroad  receiverships  af- 
fect your  business?"  aslfled  Clyde  M.  Brown,  general  counsel  for 
the  New  York  Central. 

"I'm  not  prepared  to  answer  that,"  said  the  witness.  He 
had  testified  that  Birmingham  was  getting  into  such  markets  as 
Duluth,  Chicago,  Cleveland,  and  Columbus,  Ohio.  The  railroad 
attorneys  remarked  that  the  increases  from  southern  producing 
points  were  less  than  the  increases  from  northern  foundry  points. 
They  also  suggested  that  if  anybody  was  hurt,  the  northern 
foundrymen  would  be  the  ones  and  not  Birmingham.  Mr.  Lucas 
insisted,  however,  that  Birmingham  was  not  getting  the  business. 

The  iron  and  steel  men  finished  the  presentation  of  their 
views  at  the  morning  session,  January  24.  The  sand,  gravel 
and  slag  interests  put  in  their  whole  presentation  and  the  port- 
land  cement  people  made  a  good  beginning  before  the  midday 
recess.  Practically  every  witness  advocated  the  removal  of  Ex 
Parte  74  increases  as  a  minimum.  The  sand  and  gravel  people 
asked  for  more  than  that.  The  cement  people,  through  Murray 
M.  Billings,  asked  for  a  25  per  cent  cut,  which  would  remove 
the  additions  made  in  August,  1920.  In  one  place  he  asked 
specifically  for  the  removal  of  Ex  Parte  74  advances. 

C.  A.  Bryan,  for  the  southern  department  of  the  Republic 
Iron  &  Steel  Company,  asked  for  the  removal  of  Ex  Parte  74 
and  the.  elimination  of  double  advances  growing  out  of  General 
Order  28. 

"Which  of  these  carriers  would  you  like  to  see  cease  opera- 
tion?" asked  Commissioner  Hall.  The  witness  did  not  get  the 
question,  so  Mr.  Hall  repeated  it. 

"Naturally,  none  »f  them,"  said  Mr.  Bryan.  Mr.  Hall  sug- 
gested that  a  railroad  cannot  cease  operation.  He  left  the  im- 
pression that  that  was  why  some  shippers  were  suggesting  such 
heavy  reductions. 

Answering  a  question  by  Commissioner  Lewis,  Mr.  Bryan 
said  that  what  was  really  desired  was  a  restoration  of  the  old 
spreads,  so  that  the  southern  mills  could  re-enter  markets  from 
which  they  thought  they  had  been  excluded  by  the  high  freight 
rates.  He  said  that  their  business  on  the  Pacific  coast  was 
being  lost  to  foreigners,  who  were  offering  pig  iron  from  $4  to  $6 
less  than  could  be  quoted  by  the  American  manufacturer. 

Sand  and  Gravel  Rates 

As  a  result  of  twa  years'  travel  and  study,  during  which 
he  rode  80,000  miles,  B.  O.  Johnston  of  Lincoln,  111.,  president 
of  the  National  Sand  and  Gravel  Producers'  Association,  advised 
the  elimination  of  Ex  Parte  74  advances  and  of  half  the  20 
cents  per  ton  increase  made  by  General  Order  28.  Such  re- 
ductions, he  said,  would  be  needed  to  restore  to  the  railroads 
the  sand,  gravel  and  crushed  rock  traffic  they  hauled  prior  to 
the  last  two  advances. 

"In  the  early  days,"  he  said,  "the  railroads  were  anxious 
to  observe  the  economic  rule  of  not  making  the  rates  higher 
than  the  traffic  would  bear.  Recently  they  appear  to  have 
adopted  the  slogan  'we  need  the  money"  and  forgotten  every- 
thing else.  I  am  not  unmindful  of  their  difficulties,  but  it  seems 
to  me  that  if  they  had  been  as  solicitous  recently  about  what 
the  freight  would  bear  as  they  were  formerly  we  would  now  be 
much  nearer  normal  than  we  are.  The  result  of  these  advances 
has  been  to  restrict  the  radii  of  distribution.  The  wayside  pile 
and  trucks  engaged  in  the  sand  and  gravel  business  are  flourish- 
ing. They  are  a  thorn  in  the  flesh  of  the  businesslike  producer. 
It  is  our  conviction  that  the  country  is  on  the  way  back  to  the 
condition  which  prevailed  when  each  community  had  its  local 
supply  of  unprepared  material,  and  we,  the  producers  and  the 
railroads,  are  in  a  fair  way  to  lose  the  money  that  we  spent 
in  building  up  this  busiiness.  Run-of-pit  gravel  is  being  used 
instead  of  the  washed  and  carefully  graded  gravel  which  the 
railroads  used  to  haul." 

"What  percentage  of  reduction  would  restore  the  traffic  to 
the  railroads?"  asked  Commissioner  Esch. 

"We  do  not  pay  the  freight. .  We  are  not  interested  in  it 
until  it  becomes  so  high  as  to  stop  the  movement.  Loss  of 
part  of  the  business  often  forces  unit  costs  so  high  as  to  close 
plants.  We  think  the  removal  of  Ex  Parte  74  increases  and 
the  elimination  of  half  the  general  order  No.  28  increase  of 
20  cents  would  bring  about  the  restoration  of  this  business  to 
the  railroads." 

Comissioner  Lewis  suggested  that  that  would  be  a  reduction 
of  about  30  cents  a  ton.  The  witness  was  unable,  he  said,  in 
answer  to  questions  by  Commissioner  Aitchison,  to  say  whether 
1921  was  the  most  prosperous  year  the  sand  and  gravel  men 
had  ever  known,  or  one  of  the  worst.  He  said  that  it  was  the 
best  year  the  sand  and  gravel  producers  in  Wisconsin  had  ever 
known,  but  he  ascribed  that  condition  to  the  fact  that,  even 
where  hauling  was  done  by  trucks,  it  was  from  the  pits  of 
men  who  had  formerly  shipped  by  railroad.  He  said  that  Illinois 
had  saved  the  sand  and  gravel  men  by  the  building  of  many 
hard  roads. 

"Good  roads  appropriations  were  our  life  savers  last  year 
in  Illinois,"  said  the  witness. 

A  more  modest  request  respecting  rates  on  sand  and  gravel 


was  made  by  J.  K.  Moore  of  Oklahoma  City,  the  rate  expert 
of  the  Oklahoma  Corporation  Commission.  All  he  asked  was 
the  elimination  of  Ex  Parte  74  increases.  He  estimated  that 
freight  rates  constitute  from  20  to  60  per  cent  of  the  delivered 
price  of  sand  and  gravel.  The  Oklahoma  commission,  he  said, 
had  stimulated  road  construction  by  reducing  the  intrastate 
rates.  That  commission,  he  said,  checked  construction  by  pro- 
posing to  increase  the  state  rates  in  November.  It  did  not  make 
the  increases  it  had  in  mind,  so  the  activity  in  road  construction 
was  continued. 

In  behalf  of  the  National  Slag  Association,  George  J.  Fry 
said  that  whatever  relief  was  granted  to  other  heavy  basic 
commodities  should  also  be  accorded  to  the  companies  which 
handle  slag  from  the  blast  furnaces  as  concrete  aggregates. 
One-fourth  of  the  furnace  slag  is  now  "commercialized"  by  be- 
ing used  in  concrete  construction,  he  said.  The  other  three- 
fourths  are  still  being  wasted  and  constitute  an  item  of  expense 
to  the  production  of  pig  iron.  He  asked  for  the  elimination  of 
Ex  Parte  74  and  General  Order  No.  28  increases. 

E.  A.  Harding,  traffic  manager  for  the  National  Slag  Com- 
pany of  Philadelphia,  said  that  in  1921  that  company  was  able 
to  operate  only  two  of  its  plants  and  they  at  only  60  per  cent 
of  capacity.  At  present  the  company  is  operating  only  one 
plant  two  days  a  week. 

"In  every  instance  our  salesmen  tell  us  consumers  tell  them 
they  will  not  pay  the  high  freight  rates.  The  industry  cannot 
pay  existing  rates,"  he  said. 

"Is  the  necessity  of  an  industry  the  test  of  the  reasonable- 
ness of  a  freight  rate?"  asked  Commissioner  Esch. 

"It  is  one  of  the  things  to  be  considered,"  said  the  witness. 
He  said  that  at  its  plant  on  the  Cornwall  Railroad  there  are 
five  million  tons  which  would  be  moved  if  a  proper  rate  could  be 
made.  The  railroads,  however,  he  said,  seem  to  think  that  high 
rates  and  no  tonnage  are  better  than  lower  rates  and  some 
tonnage. 

Ask   Reduction  on   Cement 

Speaking  for  the  Portland  Cement  Association,  Mr.  Billings 
said  the  cement  manufacturers  came  with  a  completely  new 
angle  for  consideration  by  the  Commission.  The  volume  of 
cement  traffic,  he  said,  is  being  sustained  at  a  high  level,  but 
from  that  the  manufacturers  conclude  that  cement  is  paying 
more  than  its  proper  share  of  the  cost  of  transportation.  In 
1920,  he  said,  the  railroads  hauled  96,300,000  barrels  and  in  1921, 
94,672,000.  The  capacity  of  the  mills,  he  said,  was  147,000,000 
barrels  per  annum,  so  that  at  the  peak  of  the  business  they 
were  operating  at  two-thirds  their  capacity. 

"We  don't  want  to  hurt  the  railroads,"  said  Mr.  Billings, 
"but  we  don't  want  the  railroads  to  hurt  us.  The  cement  in- 
dustry has  completely  liquidated  on  everything  it  can  control." 

"Your  wages  are  lower  than  those  paid  by  the  railroads?" 
asked  Commissioner  Lewis. 

"Oh,  yes,  we  are  paying  the  going  wages  in  the  communi- 
ties where  the  mills  are  being  operated." 

Mr.  Billings  presented  exhaustive  exhibits  from  which  he 
had  made  up  index  numbers  for  cement,  freight  rates,  coal, 
fuel  oil,  clay  and  shale.  He  used,  he  said,  350  rates  to  make 
up  an  average.  On  an  average  haul  of  150  miles  the  increase 
in  freight  rates,  he  said,  was  82.5  per  cent.  The  freight,  he 
said,  constituted  60  per  cent  of  the  delivered  price.  He  said 
he  didn't  know  what  would  be  a  fair  level  of  prices;  whether 
that  of  1913  would  be  fair  or  some  point  midway  between  1913 
and  1920. 

"Every  student,"  he  said,  "knows  that  every  industry  is 
bearing  an  excess  burden  of  cost  due  to  the  freight  rates.  That 
excess  is  slowing  up  all  business."  To  illustrate  his  point  he 
said  that  Illinois  had  recently  rejected  his  bid  for  4,000,000 
barrels  of  cement  because  the  price  was  too  high  and  Wisconsin 
2,000,000  barrels  for  the  same  reason. 

"The  only  answer  to  all  this  is  reduced  freight  rates,"  said 
Mr.  Billings.  "Ex  Parte  74  increases  should  come  off." 

Cement  and  hollow  building  tile  men  occupied  the  whole 
of  the  afternoon  session,  January  24,  the  witnesses  being  B.  L. 
Glover  and  F.  E.  Paulson,  for  the  cement  people,  and  C.  M. 
Councill,  of  the  National  Fire  Proofing  Co.,  spokesman  for  the 
hollow  building  tile  industry.  They  reiterated  the  demand  or 
suggestion  of  those  who  preceded  them  for  the  excision  of  ad- 
vances under  Ex  Parte  74.  Mr.  Councill  alternatively  suggested 
a  reduction  in  accordance  with  the  plan  used  by  the  Ohio  com- 
mission, which  was  based  partly  on  percentage  and  partly  on 
specific  cents  per  unit  of  weight,  whether  tons  or  100  pounds. 
Mr.  Glover  said: 

Probably  the  largest  deterrent  factor  in  reconstruction  is  the 
disproportionate  and  excessive  transportation  burden  with  its  under- 
lying causes  and  collateral  effects,  which,  until  reduced,  will  continue 
to  be  a  withering  blight  upon  commerce  and  industry. 

Sound  and  enduring  prosperity  in  America  can  be  attained  only 
through  the  balancing  of  prices  for  farm  products  with  prices  of 
industrial  products  and  services,  so  that  each  may  be  exchanged  for 
the  other,  at  relatively  fair  prices. 

The  result  of  the  increases  in  rates  has  been  to  encourage  traffic 
for  the  short  hauls  and  discourage  traffic  for  the  long  hauls  as  the 
spread  in  rates  has  been  so  greatly  increased  as  to  make  it  difficult 
or  practically  bar  longer  distant  mills  from  competing  with  mills 
located  shorter  distances  from  the  large  markets.  This  is  true  in  a 
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large  degree  at  Important  consuming  markets,  such  a*  Chicago,  St. 
Louis.  Twin  Cities,  Kansas  City  and  Omaha.  It  1*  true  at  smaller 
markets.  There  are  points  of  consumption  not  contiguous  to  produc- 
ing points  of  cement  that  are  subject  to  unreasonably  high  rates  and 
the  business  thereat  Is  curtailed  by  reason  of  prohibitive  rates.  Ton- 
nage via  the  railroads  is  therefore  reduced  and  development  of  the 
country  thereby  retarded.  Business  of  the  cement  Industry  1*  checked 
and  unemployment  increased.  • 

In  this  connection  I  wish  to  refer  to  the  testimony  of  Mr.  L.  C. 
Mahoney.  Assistant  General  Freight  Agent,  of  the  Burlington  Rail- 
road, who  represented  various  carriers  at  the  hearing  In  Docket 
No.  8181.  as  reopened, . Involving  western  cement  rates,  held  In  Chi- 
cago, on  November  9th  to  12th.  1921.  Mr.  Mahoney  testified,  at  page 
1194  of  the  record  In  that  case,  as  follows: 

"We  believe  that  the  present  level  of  cement  rates  In  Nebraska 
and  South  Dakota  located  in  scale  4  territory  I*  curtailing  the  move- 
ment and  feel  that  some  revision  of  those  rate*  might  be  made." 

The  same  level  of  rate*  a*  apply  in  the  territory  referred  to  by 
Mr.  Mahoney  are  in  effect  interstate  In  Western  Kansas.  Eastern 
Colorado  and  to  certain  parts  of  North  Dakota. 

The  rate*  for  the  short  hauls  are  so  high  that  traffic  Is  diverted 
to  trucks,  and  the  spread  In  the  rate*  a*  between  competing  producers 
1*  so  great  as  to  bar  the  longer  distant  mills  from  competing  with  the 
shorter  distant  mills. 

Instead  of  the  carriers  realising  the  benefit  of  the  greater  In- 
crease* to  rate*  on  the  volume  of  business  that  formerly  moved  long 
hauls,  the  result  ha*  been  generally,  that  the  longer  haul  traffic  has 
been  diverted  to  short  hauls  at  rates  which,  after  being  Increased,  are 
lee*  than  the  rates  that  were  applicable  for  the  longer  haul*  prior  to 
any  increases. 

In  the  consuming  territory  located  long  distance*  from  cement 
producing  points  the  rate*  are  prohibitive  and  curtail  the  move- 
ment of  cement,  which  1*  Injurious  to  railroads,  shipper*,  consumers 
anil  labor  alike. 

For  these  reason*  the  business  of  the  carriers  and  shipper*  alike 
I*  restricted  and  the  consumers  are  deprived  of  the  benefit  of  prices 
that  would  result  from  active  competition. 

It  I*  Imperative  that  this  fundamentally  unsound  condition  *hould 
be  corrected  at  the  earliest  possible  date.  I  sugrest  a*  a  solution 
of  this  situation  that  the  Increases  aa  Imposed  by  Ex  Parte  74  should 
be  removed  on  cement,  whclh  would  permit  the  traffic  now  moving  by 
trucks  to  be  handled  by  the  railroad*:  It  would  permit  cement  to  me?* 
longer  hauls  at  rate*  a*  high  a*  or  higher  than  the  rates  under  which 
traffic  la  moved  at  the  present  time,  and  further,  It  would  cause  a 
sufficient  reduction  In  the  now  prohibitive  rates  to  Induce  the  move- 
ment  of  cement  traffic. 

According  to  Mr.  Paulson,  rates  on  cement  are  more  in- 
equitably adjusted  than  rates  on  other  heavy  commodities. 
Fherefore  he  advocated  not  merely  a  substantial  reduction  from 

[ireftcnt  level,  but.  if  there  are  general  reductions,  propor- 
tionately greater  cuts  should  be  made  In  rates  on  cement.  He 
gave  a  general  review  of  advances  made  since  1913.  when  the 
flve  per  cent  case  wa*  started,  so  as  to  show  the  Commission- 
ers upon  what  he  based  his  claim  of  disproportionate  advances 
on  cement,  which,  notwithstanding  that  111  treatment,  he  sug- 
gested, has  continued  to  give  the  railroads  a  large  tonnage.  Mr. 
Paulson,  in  part,  said: 

The  manufacturers  of  Portland  cement  In  the  United  State*  feel 
that  the  present  freight  rate*  on  cement  are  unreasonable  and  that 
-vment  carries  a  greater  burden  of  the  aggregate  transportation  co*t 
nan  It  should.  Thl*  cooerurton  I*  predicated  upon  the  fact  that  a*  far 


.  ..  c«m'n«-  which  I*  a  low-grade  heavy  loading  commodity 
moving  In  large  volume  to  destination  point*  throughout  the  United 
**•*••»  paid  an  average  car-mil*  earning  greater  than  the  average 
return  from  all  commodities  embracing  such  high-class  freight  as 
automobiles,  furniture,  «nd  low-grade  freight  such  as  sand  and  gravel. 

In  the  Bve  per  cent  caae.  It  I.  C.  C.  SSI.  at  page  41«.  the  Com- 
mtselon  found  that  the  average  haul  on  cement  for  «t  carrier*  In  offi- 
cial cUuincallon  territory  for  the  month  of  October.  1»1J.  waa  M 
•"*•>  which  gave  a  return  of  22  cent*  per  loaded  car  mile,  which  at 

™»«  wa*  among  the  highest  per  car  mile  earnings  of  the  45  : 
commodities.     Only   two  commodities   showed   a    higher  per  car    : 
earning   than   cement,   one  of   them   being   hemlock   lumber    fH   the 
•Tilde,  and  leather   which  s^edV%latrveir«nan  tonnjg7,  the 
eombln«l  total  being  1SS  car*  a*  against  S.4W  cars  of  cement. 


In   Kx   Pane  67  cement   rate*  were   advanced  . 

ilch  on  actual  movement  wa*  considerably  greater  than  II  per  cent 


. 
»  cent*   per  ton. 


. 
riaie   under  .General   Order   No.   U.   cement   wa*  advanced    40   cent* 

*t  cot"***r>bly 


per  cent  authorised  on  other  commodities. 

Ex  Parte  74  Increased  theee  already  disproportionate  advances 
Ml  per  c.nt;  therefore,  the  excess  sum  by  whkh  the  rates  were  ad- 
vanced IT  n  per  cent  case  and  General  Order  No.  It.  war 
magnlfled  hy  the  Imposition  of  the  40  per  cent  advances  under  be 

r *mrt*»   WO.    7*1. 

.We  desdre  at   this   point   to  direct   attention   to  the  fact   that   the 

•ance  of  10  cents  per  ton  under  Ex  Parte  S7  was  Immediately  fol- 

y   an   advance   of   40  cent*   per   ton    under  General   Order   St. 

The  les..  r  of  the  two.  which  1s  the  SO  cent*  per  ton  advance  under  the 

nt   case   by   the   Imposition   of  the   40   per  cent   advance 

Ex   Parte  74  has  now  been   Increased  to  JO  cents  per  tan.     In 

Kker  word*,  confining  my  statement  to  Official  Classification  territory. 

ntes  today  are  Inflated  to  the  extent  of  30  cents  per  ton. 

aa  represented  by  the  20  cents  Increase  under  Ex  Parte  57.  plus  40  per 

cent  under  Ex  Parte  74.   which,   regardless  of  the  merit*  of  the  ca*e 

to  general,  ought  In  all  justice  to  be  removed. 

Since  l»15.   generally  speaking,   the   rate*  In  Official  Classification 
^^Ptorv   have  been  advanced  to  a  greater  extent   than   the   rates  In 
•itory.      However,    the    situation    with    respect    to    Southern 
\V*«trm    ternt..ry.    exclusive   of   the   one   rent    advance  under 
^B*    57.    to    substantially    the    same.      The    general    advance    of    40 
^^•B  per  ton  authorized   by  General   Order  St.  according  to  our  cal- 
culations, amounted  to  much  more  In  the  aggregate  than  SS  per  cent 
The   reaeen   Is  that  the  preponderance  of  cement  movement  I*  to 
I  destinations.     For  Instance,  the  largest  consuming  markets 
In    the    I'nlted    HUt»s   »rp    New    York,    and    the    metropolitan    district, 
•he  principal  sources  of  supply  Is  the  I^ehlgh  Valley  District, 
of  wh-ch    Northampton,    penn  .    Is   r«-pr< •>.  ntal  The   rate   from   the 

LehUrh  Valley  District  t.  :ty  <K  miles)   In  1915  was  SO  cents 

r  ton.     This  rat*  was  advanced  under  the  flve  per  cent  case  to  84 
i.   Parte  57  to  |:  n;  and  under  General 

to   $2.00   per    tr.n 

•r,    Northampton    to  Jersey    City,    therefore.    Is   today   250 
per  eent  of  the  rate  i.  1»16. 

The  next  Urges!  nsumlnir  market  In  the  I'nlted  State*  I* 

Icago.    rninols.     Chicago,    from   a   cement-consuming   standpoint.    I* 

"I"*!   to  the  balance   at  the   state   of   Illinois.      In    1»16   the   rate    from 


Buffington,  Indiana,  to  Chicago  wa*  I  cents  per  100  Ibs.  The  rate 
today  is  7  cent*  per  100  Ibs.  The  rate  from  LA  Salle.  Illinois,  one  of 
the  principal  points  serving  the  Chicago  market,  was  In  1915  4H  cents 
per  100  Ibs..  while  today  It  Is  9  cents  per  100  Ibs.  The  rate  from  Han- 
nibal. Missouri,  which  previous  to  the  several  advances  made  in  the 
rate  from  Hannibal,  Missouri,  to  Chicago,  was  6H  cents  per  100  Ibs., 
while  today  the  rate  from  Hannibal,  Missouri,  to  Chicago  Is  17% 
cents  per  100  Ibs.  The  present  rate  from  Bufllngton  to  Chicago  Is 
233  per  cent  of  the  rate  in  effect  prior  to  General  Order  28.  The  rate 
from  La  Salle  to  Chicago  Is  200  per  cent  of  the  rate  in  effect  prior 
to  General  Order  28.  The  rate  from  Hannibal  to  Chicago  Is  270  per 
cent  of  the  rate  In  effect  prior  to  General  Order  28. 

Prior  to  the  advances  In  rates,  practically  all  of  the  cement 
moving  Into  Chicago  was  transported  by  rail.  It  will  be  shown  by  a 
subsequent  witness  that  a  substantial  proportion  of  the  cement  now 
consumed  In  Chicago  la  now  moving  Into  that  point  by  motor  truck 
without  any  rail  transportation.  Similar  conditions  will  be  found  at 
other  large  cement  consumng  centers,  such  as  St.  Louis.  Minneapolis 
(137  miles,  from  6  to  13  cent*).  Kansas  City  (108  miles,  from  6  to 
12  cents).  Philadelphia  (71  miles.  $1.20  to  $2.70  per  ton).  Cincinnati 
(126  miles,  from  6  to  13H  cents).  Baltimore,  New  Orleans  (from  10  to 
23  cents),  and  San  Francisco  (from  75  cents  per  ton  to  $1.50  per  ton). 

In  conclusion,  the  cement  producers  of  the  United  States  feel 
that  there  should  be  a  substantial  reduction  from  the  present  level 
of  freight  rates.  In  and  of  themselves,  and  which  reduction,  due  to  the 
showing  that  we  have  made,  ought  to  be  proportionately  greater  with 
respect  to  cement  than  may  be  applied  to  commodities  whose  present 
rates  are  more  equitably  adjusted  with  reference  to  the  commerce  of 
the  United  States  a*  a  whole,  and  furthermore,  regardless  of  the  fact 
that  no  reduction  may  be  necessary  or  may  be  made  on  other  com- 
modities, that  cement,  due  to  It*  peculiar  characteristics,  and  the 
place  It  holds  In  our  economic  development  and  due  to  the  fact  that 
the  present  rates  Imposed  are  excessive  proportionately  and  per  se 
should  receive  a  substantial  reduction  and  the  level  of  rates  to  be  Im- 
posed In  the  future,  according  to  our  judgment,  should  -not  exceed  the 
level  of  fates  In  effect  prior  to  Ex  Parte  74. 

In  the  opinion  of  Mr.  Council!,  hollow  building  tile  was 
given  a  16  per  cent  greater  Increase  than  any  of  the  other  heavy 
loading  commodities,  and  therefore  should  be  given  special  con- 
sideration. The  views  of  the  industry,  he  said,  had  been  set  forth 
in  support  of  the  formal  complaint.  No.  10733,  brought  by  the 
clay  products  people.  He  said  that  a  reduction  of  40  cents  per 
ton  would  be  a  reduction  of  substantially  40  per  cent.  Every 
20  cents  per  ton  added  to  the  cost  of  producing  and  delivering 
hollow  building  tile  to  the  consumer  adds  $3.10  per  thousand 
tile  to  the  consumer,  he  said. 

The  witness  said  the  hollow  building  industry  had  been 
liquidated  in  everything  except  the  cost  of  transportation.  Its 
labor  Is  only  about  15  per  cent  above  pre-war.  Fuel  at  the  point 
of  origin,  he  said,  bad  reached  rock  bottom,  and  the  prevailing 
prices  of  hollow  building  tile  reflect  all  the  reductions  in  cost 
that  have  taken  place.  Lower  prices  can  be  expected  only  aa  a 
result  of  the  reduction  on  hollow  tile  outbound  and  fuel  in- 
bound. He  said  that  the  big  drop  In  Their  business  came  Im- 
mediately after  increases  were  made  in  accordance  with  the  per- 
mission In  Ex  Parte  74.  He  did  not  say  that  these  advances 
caused  the  diminution  in  demand  for  hollow  building  tile,  but 
he  deemed  it  significant  that  reduction  In  demand  was  coincident 
to  advance  In  transportation  costs. 

Glass  and  Brick  Men  Testify 

Glass,  plate  and  window,  brick,  common  and  paving,  came 
Into  close  proximity  at  the  Commission's  general  rate  Inquiry, 
January  25.  Representatives  of  the  two  kinds  of  brick  asked 
for  25  per  cent  reduction,  or  the  segregation  of  what  they  would 
like  to  ship  from  the  lift  of  clay  products  with  the  imposition 
of  junt  and  reasonable  rates  on  the  less  expensive  kinds  of  brick. 

The  glass  Industry  had  but  one  spokesman,  J.  M.  Belleville, 
general  traffic  manager  for  the  Pittsburgh  Plate  Glass  Company. 
He  spoke  not  only  for  the  competitors  of  his  own  company  in 
the  manufacture  of  plate  glass  but  also  for  the  American  Win- 
dow Glas*  Company,  a  competitor  In  the  furnishing  of  material 
for  window  frames.  Mr.  Belleville  waa  not  strong  for  rate  re- 
ductions. 

"If  business  were  as  much  as  75  per  cent  of  normal,"  said 
he.  "I  doubt  If  the  railroads  could  handle  It  and  it  would  not 
avail  us  anything  to  have  reduced  rates  coupled  with  an  impaired 
and  Inadequate  service. 

"Reductions  on  raw  materials  would  do  us  more  good  than 
reductions  on  finished  glass.  Sixty  per  cent  of  a  batch  of  glass 
is  sand.  I  can  see  no  reason  for  allowing  a  lower  rate  on  build- 
Ing  than  on  glass  sand,  especially  when,  as  Is  the  fact,  the  rail- 
roads obtain  two  hauls  on  glass  sand.  It  comes  In  as  a  raw  ma- 
terial and  goes  out  as  a  finished  product  Building  sand  moves 
only  once." 

Common  brick  manufacturers  spoke  through  witnesses  ex- 
amined by  Francis  B.  James,  and  the  paving  brick  manufac- 
turers were  presented  by  Oeorge  N.  Brown.  Both  wings  of  the 
industry  made  arrangements  for  testimony,  the  presentation  of 
which  would  take  more  time  than  had  been  allotted  and  Com- 
missioner Hall  urged  them  to  make  as  much  speed  aa  possible. 

"Read  loud  and  rapidly."  therefore  was  the  Injunction  Mr. 
Brown  boomed  at  each  of  his  witnesses.  They  tried  to  comply 
with  his  admonition,  but  the  questions  propounded  by  the  Com- 
missioner* and  the  efforts  of  attorneys  for  the  railroads  to  make 
the  witnesses  admit  that  they  were  presenting  Issues  of  relation- 
ship used  up  so  much  time  that  the  witnesses  could  not  keep  up 
with  their  schedule.  Attorneys  for  the  railroads,  by  means  of 
questions,  suggested  that  both  common  and  paving  brick  manu- 
facturers were  asking  the  railroads  to  make  rates  so  as,  In  effect, 
allow  them  to  carry  coals  to  New  Castle;  that  la,  to  send  par- 
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Ing  bricks  from  Ohio  plants  Into  Illinois  and  Indiana  where  there 
are  plants  of  that  kind,  and  common  brick  from  Chicago  to 
points  near  Cincinnati,  Des  Molnes  and  the  Twin  Cities. 

Common  brick  has  been  harder  hit  by  rate  Increases  since 
1906  than  any  of  Its  competitive  materials,  C.  A.  Shank  said, 
for  the  National  Brick  Co.,  and  other  producers  of  that  variety 
of  building  material.  The  distribution  of  the  product  of  the  Na- 
tional Brick  Co.,  located  in  the  Chicago  district,  he  said,  has 
been  constantly  restricting  in  the  last  few  years  by  reason  of 
high  freight  rates.  In  1921  the  company  was  able  to  ship,  out- 
side of  the  Chicago  district,  only  a  comparatively  small  percent- 
age of  Its  production  and  half  of  that  which  was  shipped  out 
of  the  Chicago  district  was  to  nearby  points,  such  as  Waukegan, 
Racine,  and  South  Bend.  He  said  that  the  old  2  cents  per  pound 
rate  is  now  5.5  cents  and  the  5-cent  rate  is  now  10  cents. 

Commissioner  Hall  asked  the  witness  if  he  did  not  know 
that  class  rates  since  1913  had  increased  more  than  110  per  cent. 
The  witness  said  that  there  was  no  comparison  between  class 
rates  and  rates  on  heavy  loading  commodities  such  as  common 
brick. 

"How  can  you  hope  to  sell  In  Des  Moines  or  in  Cincinnati?" 
asked  Commissioner  Aitchison. 

"We  can't  hope  to  sell  In  either  of  those  cities,"  said  Mr. 
Shank.  "I  was  merely  giving  the  boundaries  of  the  district  in 
which  I  think  rates  should  be  made  so  that  when  conditions  are 
unusual  we  may  ship.  Under  ordinary  conditions  we  cannot  even 
ship  to  Galeshurg,  111.,  because  there  is  a  paving  brick  plant  at 
that  point  which  produces  seconds  that  can  be  substituted  for 
common  brick." 

The  witness  said*  that  in  1921  common  labor  in  the  brick 
yards  was  being  paid  76  cents  an  hour,  and  that  under  the 
Land  is  award  it  is  to  be  reduced  only  to  66  cents,  while  in  the 
same  neighborhood  cement  works  were  able  to  get  labor  for  30 
cents  an  hour.  From  1913  to  1916,  he  said,  the  rate  was  34  cents 
an  hour.  Mr.  Shank  said  that  low  rates  on  common  brick  from 
the  Chicago  district  meant  that  the  carrier  would  obtain  some 
kind  of  lading  for  the  thousands  of  stock  cars  made  empty  and 
at  present  forwarded  to  the  West  without  loads..  He  said  that 
an  early  decision  in  formal  docket  No.  10733 '  would  be  a  great 
help  to  the  industry  to  bring  about  certainty  where  there  is  now 
uncertainty.  He  said  he  was  not  asking  for  pre-war  rates  but 
suggested  a  reduction  of  25  per  cent  on  common  brick,  which 
would  have  the  effect,  practically,  of  restoring  rates  that  were 
in  effect  prior  to  Ex  Parte  74.  He  said  that  he  was  asking  for 
a  reduction  on  common  brick  rather  than  a  general  reduction 
in  rates.  That  answer  was  made  in  response  to  a  question  by 
D.  P.  Connell,  who  seemed  to  be  desirous  of  showing  that  the 
witness  was  bringing  in  a  question  of  relationship. 

A  surprising  declaration  by  the  witness  was  that  of  the  60,- 
000,000  common  brick  moving  in  the  Chicago  district  in  1921, 
45,000,000  were  trucked. 

"We  want  to  present  a  few  witnesses  concerning  rates  on 
paving  brick  who  know  what  has  hit  them  and  who  know  what 
they  want,"  said  Mr.  Brown  by  way  of  Introduction  of  Mr.  Ren- 
kert,  who  spoke  for  the  Ohio  paving  brick  manufacturers.  The 
witness  said  that  whatever  relief  the  Commission  might  afford 
by  way  of  reductions  in  rates  would  be  passed  on  to  the  users 
of  paving  brick.  The  manufacturers,  he  said,  wanted  to  make 
and  ship  more  paving  brick  than  are  now  used.  Their  price, 
he  said,  is  now  $26,  and  still  going  down.  He  asked  restoration 
of  rates  prior  to  Ex  Parte  74  so  as  to  enable  them  to  re-enter 
comparatively  distant  markets. 

"You  want  us  to  make  rates  that  will  enable  you  to  ship  to 
distant  markets?"  asked  J.  N.  Davis  for  western  carriers. 

"You  made  rates  that  took  them  away  from  us,"  said  the 
witness.  Mr.  Davis  suggested  that  that  was  not  an  economical 
arrangement, 

"Why  should  you  sell  in  Indiana  and  Illinois?"  asked  Mr. 
Connell. 

"We  don't  go  there  except  under  unusual  conditions,  but  we 
want  to  be  able  to  go  there  when  conditions  are  unusual.  We  go 
into  distant  territory  when  a  competitor  has  contracted  to  sell 
about  all  he  can  produce.  That  is  the  way  that  business  is  done. 
Suppose  that  early  in  the  year  a  man  sells  about  all  he  can  pro- 
duce and  then  a  demand  arises  in  a  market  comparatively  near  to 
him.  He  can  not  take  care  of  that  demand,  but  some  of  us  who 
are  farther  away  and  have  not  contracted  our  probable  output 
can  afford  to  take  such  business." 

Answering  questions  by  T.  C.  Powell,  the  witness  said  that 
motor  truck  distribution  was  economical  for  hauls  of  10  or  15 
miles  only. 

Increased  freight  rates  have  caused  paving  brick  to  be  set 
aside,  said  George  W.  Hutchinson,  assistant,  engineer  of  the 
North  Carolina  state  highway  commission.  He  said  that  the 
rates  caused  the  substitution  of  other  material  for  road  building 
in  many  instances. 

James  E.  Barbour  of  the  Metropolitan  Brick  Company  of 
Canton,  Ohio,  speaking  for  his  own  company  and  for  other  manu- 
facturers In  Ohio,  said  that  in  1916  his  own  company  produced 
118,000,000  paving  blocks,  of  which  81,000,000  were  sold  in  Ohio 
and  37,000,000  outside  of  the  state.  In  1921  the  production  was 
91,000,000,  he  said,  of  which  78,000,000  were  sold  In  Ohio  and 
13,000,000  outside  of  the  state.  Of  the  13,000,000  sold  outside  be- 


tween 4,000,000  and  5,000,000,  he  testified,  were  sold  at  a  loss, 
chiefly  in  Michigan,  so  as  to  keep  paving  brick  In  specifications 
for  hard  surface  roads.  He  said  that  the  company  had  lost  every- 
thing except  Ohio  on  account  of  freight  rates,  but  that  with  25 
per  cent  off  the  Ohio  manufacturers  would  again  get  their  share 
of  business.  He  denied  the  implication  of  Commissioner  Lewis' 
question  that  Indiana  and  Illinois  manufacturers  had  taken  busi- 
ness away  from  the  Ohioans.  Mr.  Barbour  said  that  the  Illinois 
and  Indiana  manufacturers  had  marketed  paving  brick  where 
none  had  before  been  sold. 

In  behalf  of  the  Purington  Paving  Brick  Company,  of  Gales- 
burg,  111.,  which,  he  said,  was  the  largest  manufacturer  west  of 
Ohio,  W.  H.  Terwilliger,  its  secretary,  said  that  freight  rates  had 
closed  that  plant  which  ordinarily  employs  400  men  and  uses* 
400  tons  of  coal  a  day.  He  said  that  the  company  had  8,000,000 
bricks  in  storage.  He  read  a  number  of  letters  from  highway 
engineers  showing  that  specifications  calling  for  paving  brick 
were  being  held  up  because  freight  rates  were  too  high.  Upon 
objection  by  Mr.  Davis  all  reference  to  the  letters  as  well  as  the 
letters  themselves  were  stricken  out  of  the  record  because  Mr. 
Brown,  Mr.  Terwilliger's  attorney,  would  not  agree  to  produce 
the  writers  of  the  letters  for  cross  examination.  Mr.  Terwilliger 
asked  for  a  25  per  cent  reduction,  saying  that  under  such  condi- 
tions his  company  would  obtain  business. 

Maurice  B.  Greenough,  secretary  of  the  National  Paving 
Brick  Manufacturers'  Association,  said  the  condition  of  the  in- 
dustry in  Indiana  was  such  that  only  one  of  the  ten  plants  in 
that  state  was  producing  paving  brick.  Some  are  producing 
common  brick,  some  are  in  the  hands  of  receivers,  and  one  has 
been  dismantled,  he  said. 

"This  is  entirely  due  to  the  excessive  freight  rates  on  our 
products,"  said  Mr.  Greenough.  When  Mr.  Hall  asked  him  a 
question  he  eliminated  that  word  entirely  and  substituted  largely. 
The  higher  freight  rates,  he  said,  had  caused  80  per  cent  of  the 
Indiana  production  to  be  marketed  within  50  miles  of  the  geo- 
graphical center  of  the  industry,  which  he  said  was  at  Crawford- 
ville. 

Ascribing  a  terrific  loss  in  the  volume  of  business  between 
1915  and  1921  to  the  high  freight  rates,  R.  T.  Hutchins,  vice 
president  of  the  Mack  Manufacturing  Co.,  of  Wheeling,  asked  the 
Commission  to  allow  the  carriers  to  restore  the  long  distance 
rates  on  paving  brick,  so  that  his  company  could  get  back  some 
of  the  business  lost  during  the  war  period.  He  said  his  company 
was  the  largest  shipper  of  paving  brick  to  the  eastern  district. 
In  1915,  he  said,  the  company  shipped  29,555,000  and  in  1921  only 
9,350,000  bricks.  Rates  up  to  1916,  he  said,  were  just  and  reason- 
able and  the  company  shipped  75  per  cent  of  its  product  on  an 
average  haul  of  400  miles. 

W.  C.  Mason,  treasurer  of  the  Southern  Clay  Co.,  of  Chat- 
tanooga, in  behalf  of  his  own  company  and  other  producers  of 
paving  brick,  asked  for  the  removal  of  Ex  Parte  74  increases. 
With  such  a  restoration  of  conditions  prior  to  August,  1920,  he 
said  he  thought  the  southern  manufacturers  could  regain  some 
of  the  business  they  lost  by  reason  of  the  big  increase  on  long 
haul  rates  caused  by  the  percentage  increases. 

Similar  testimony  was  given  by  J.  L.  Murphy,  president  of 
the  Hocking  Valley  Brick  Co.,  Nelsonville,  O.,  who  assumed  that 
the  railroads  were  anxious  to  have  the  traffic  they  once  obtained 
from  the  manufacturers  of  paving  material.  He  asked  the  Com- 
mission to  make  it  possible  for  the  carriers  and  manufacturers  to 
get  together  in  conferences  to  work  out  rates  that  would  not  be 
above  the  value  of  the  service. 

H.  M.  Mabie,  for  the  manufacturers  of  bleaching  powders,  of 
which  chloride  of  lime  is  a  chief  one,  asked  for  a  material  reduc- 
tion, because  he  said  the  high  freight  rates  have  driven  commer- 
cial bleaches  largely  from  the  market.  Users  of  bleaches,  such 
as  manufacturers  of  paper,  and  textiles  and  municipalities,  the 
latter  for  the  purification  of  water  supplies,  on  account  of  the 
rates,  have  taken  to  making  substitutes. 

Asphalt  Producers  Heard 

Asphalt  producers  and  prepared  roofing  manufacturers  asked 
for  a  rate  treatment  for  asphalt,  which  Is  a  product  of  petroleum 
refine'ment  almost  exclusively  (the  lake  asphalt  used  being  only 
from  6  to  8  per  cent  of  the  total)  similar  to  that  given  other 
building  and  paving  materials.  They  did  not  attack  the  rates  on 
cement,  but  indicated  that  they  thought  they  should  not  pay 
more  than  cement  manufacturers  pay  for  the  movement  of  their 
product. 

J.  E.  Pennybacker,  secretary  for  the  Asphalt  Association 
said  that  85  per  cent  of  asphalt  is  used  for  roofing  and  paving. 
Asphalt,  he  said,  should  be  given  the  same  consideration  as  other 
paving  and  roofing  materials,  if  not  for  the  sake  of  the  asphalt, 
Industry,  then  for  the  paving  and  house  building  industries.  In 
1916,  he  said,  asphalt  was  selling  for  $12.86  per  ton;  now  for 
$11.50,  notwithstanding  the  fact  that  crude  petroleum,  the  raw 
material,  and  everything  else,  entering  into  the  cost  of  producing 
it,  is  much  higher.  The  price  at  the  refineries  is  ruinously  low, 
the  witness  said.  Its  use  is  being  restricted  by  the-  fact  that,  on 
the  average  hauls  from  twenty  points  of  production  to  chief  con- 
suming centers,  the  freight  cost  is  $6.81  per  ton.  Freight  rates 
have  increased  from  66.7  to  160  per  cent.  Cement,  he  said,  is 
used  for  the  same  purpose,  but  bears  only  about  two-thirds  as 
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great  a  transportation  burden.  There  are  no  loss  and  damage 
claims  on  asphalt  at  all. 

His  remedy  was  the  removal  of  Ex  Parte  74  increases  and 
the  establishment  of  a  fair  relationship  between  it  and  its  com- 
peting materials.  Railroad  attorneys  asked  him  to  name  some  of 
the  principal  producers  and  he  mentioned  Standard  of  New  Jer- 
sey. Standard  of  California,  New  Orleans  Refining  Co.,  a  sub- 
sidiary of  the  Dutch-Shell  combination,  composed  of  British  and 
Dutch  companies;  and  the  Barber  Asphalt  and  Paving  Co.  The 
latter,  he  said,  is  not  a  member  of  the  association,  but  he  was 
authorized  to  speak  for  It  It  uses  the  lake  asphalt. 

For  the  prepared  roofing  men,  R.  S.  Crawford  said  that  all 
costs,  except  freight,  were  about  back  to  pre-war.  Sixty  per  cent 
of  the  weight  of  their  product  is  asphalt  and  40  per  cent  of  the 
asphalt  produced  in  the  country  is  used  for  roofing.  He  said  that 
one  of  the  ridiculous  things  in  the  rate  situation  is  the  fact  that: 
from  his  company's  plant  at  York.  Pa.,  the  product  moves  out  at 
90  per  cent  of  the  sixth-class  rate  but  on  the  Inbound  asphalt  the 
rate  is  full  sixth  class  and  the  shipper  of  asphalt  furnishes  the 
car  in  which  It  is  moved. 

W.  B.  Roberts,  assistant  traffic  manager  for  the  Standard 
Oil  Co.  of  California,  said  the  freight  rates  are  so  high  that  the 
company  is  not  able  to  sell  east  of  the  Rocky  Mountains.  Mr. 
Pennybacker,  is  his  testimony  had  said  that  the  Standard  of  New 
Jersey  and  of  California  were  deadly  rivals  in  the  selling  of  as- 
phalt for  paving  purposes,  and  surmised  that  their  rivalry  was 
the  hottest  at  about  Denver.  That  interested  Commissioner  Hall. 
Mr.  -Roberts  said  that  that  probably  was  true  before  recent  years 
but  that  rates  now  are  such  that  the  California  Standard  cannot 
get  into  Colorado.  Answering  questions  by  Fayette  B.  Dow.  who 
was  attorney  for  the  asphalt  and  roofing  people,  he  said  the  Stand- 
ard of  California  meets  the  competition  of  companies  in  the  mid- 
continent  field  and  at  the  gulf  ports,  all  of  which  contend  for  the 


C.  E.  Sheffe.  of  the  Standard  of  New  Jersey,  explained  the 
rate  exhibit  to  which  Mr.  Pennybacker  referred,  because  the  lat- 
ter could  not  answer  questions  propounded  by  Commissioner 
Hall. 

Witness  Oppose*  Reductions 

A  witness  opposed  to  reductions  In  rates,  except  If  the 
policy  of  reductions  on  all  class**  and  commodities  should  be 
deemed  desirable,  appeared  at  the  morning  session  of  January 
2«.  He  was  A.  L.  Osborn.  of  Oshkosh.  Wls..  the  owner  of  mills 
which  produce  hardwood  and  conifer  lumber,  spokesman  for 
the  Northern  Hemlock  and  Hardwood  Manufacturers'  Associa- 
tion, composed  of  90  mill  owners.  The  witness  said  that  the 
strong  men  of  the  association  had  held  a  meeting.  He  said 
he  gmve  then  his  ideas  and  they  suggested  that  tie  come  to 
Washington  and  lay  them  before  the  Commission,  so  he  came 
all  the  way  from  Wisconsin  to  say  what  he  was  about  to  say. 
"The  consensus  of  the  thought  was  that  rates  should  not 
be  reduced  at  this  time  on  lumber  or  any  other  commodity." 
said  Mr.  Osborn.  His  hearers  gasped.  Nobody  had  said  any- 
thing of  that  kind.  "We  want  the  railroads  to  be  prosperous. 
We  want  to  be  prosperous,  but  reducing  rates  now  Is  not  the 
way  to  bring  that  about. 

"We  believe  railroad   labor  should  be  made   to  take  what 
to  fair  and  right  and  then  rates  can  be  brought  down.    On  my 
.ilroads.  logging  roads  having  about  75  miles  of  track.  I  am 
ring  22.5  and  25  cents  per  hour  for  section  laborers.    On  the 
urnon  carrier  railroads,  right  alongside,  section  labor  is  get- 
40  cents  an  hour.     Our  men   work  ten  hours  a  day  and 
work.    The  section  men  on  the  C.  *•  N.  W.  we  see  do  not 
*r  to  be  straining  themselves  during  the  eight  hours  they 
on  the  Job. 

"We  believe  railroad  labor  is  standing  In  the  way  of  pros- 
ity   for  the  lumber  Industry  and   other  Industries,  as  well. 
"But  if  special  conditions  are  to  be  considered,   we  want 
slderatlpn  to  be  given  to  our  condition  because  we  are  worse 
than  anybody." 

The  laughter  that  greeted  that  declaration  Interrupted  the 
jlngs.  The  commissioners  joined  in  the  outburst  When 
was  restored,  the  witness  went  on  to  say  that  If  rate*  are 
down,  the  northern  men  for  whom  he  was  speaking,  want 
treatment.  He  took  up  the  recently  decided  Southern 
Iwood  Traffic  Association  case  and  commented  on  It 

re  wome  off  than   the  southern  hardwood  lumbermen, 
of  our  mills  are  shut  down.     More  of  our  men  are  out  of 
nenL     We  have  more  second   and   third   grade   lumber 
oar  mills  than  they  have.     We  have  lout  more  money 
they.     We  could  have  Intervened   In  their  case  and  said 
about  them  but  we  derided  It  would  be  better  not  to  do 
We  made  a  mistake."  said  Osborn. 
"That's  the  sum  and  substance  of  what  I  rame  all  the  way 

Wisconsin   to  say." 

In  answer  to  questions,  the  witness  said  he  could  get  labor 
1  bl*  railroad*  for  lew  than  he  Is  paying  "If  he  had  the  heart 
Ifer  leas";   that  the  men  In  the  woods  were  being  paid  from 
to  $2«  per  month  and  board:   during  the  war  they  received 
and   board:   and   pre-war  from   125  to  $30  per  month  and 
rd 

-Ing  the  war  we  paid  from  $4.50  to  $5  per  day  for  the 
who  dared  show  his  face,"  said  he. 


"Yes,  we  work  our  men  ten  hours  a  day.  We  have  never 
subscribed  to  the  doctrine  that  the  world's  necessities  can  be 
supplied  by  sitting  down  and  thinking  about  production.  Our 
section  men  get  from  $2.25  to  $2.50  a  day  for  ten  hours  real 
work,  while  the  section  men  on  the  common  carrier  railroads 
get  $3.20  for  not  straining  themselves  for  eight  hours.  Our 
other  railroad  men  are  working  for  less  than  the  rates  of  pay 
the  common  carrier  railroads  are  compelled  to  pay. 

"Lower  rates  would  stimulate  business,"  said  the  witness 
in  answer  to  a  question  by  W.  S.  Branson,  one  of  the  railroad 
lawyers.  "There  is  no  doubt  about  that." 

Commissioner  Lewis  asked  about  the  precedence  of  such 
reductions  as  might  be  deemed  desirable. 

"Nothing  is  so  much  needed  in  the  United  States  as  homes," 
said  Mr.  Osborn.  "Therefore,  reductions  on  lumber  should  come 
ahead  of  anything  else.  But  organized  labor  in  the  building 
trades  is  holding  up  home  building.  When  the  people  of  th» 
United  States  realize  that  and  do  something  about  it,  home  build- 
ing will  be  resumed.  There  has  been  considerable  building  in 
the  smaller  cities  and  places  where  labor  has  been  reasonable. 
That  has  been  a  life  saver  for  the  lumber  industry. 

"The  trouble  in  the  United  States  is  maladjustment,"  said 
Mr.  Osborn.  "Some  men  are  getting  too  much  and  others  too 
little.  All  we  can  do  is  trade  the  day's  work  of  one  man  for 
the  day's  work  of  another.  Some  men  do  practically  nothing 
and  try  \fi  trade  it  for  the  long  day's  work  of  the  farmer.  There 
is  little  work  back  of  the  day  of  the  railroad  man  and  the  men 
of  the  building  trades.  We  can  not  have  prosperity  until  there 
is  a  realization  of  the  fact  that  there  must  be  something  near 
like  equality  in  the  things  to  be  traded." 

After  W.  P.  Prickett  of  the  Utah  Traffic  Service  Bureau  had 
put  in  statistics  for  the  sand,  gravel  and  other  road  building  ma- 
terial men  of  that  part  of  the  country,  the  day  was  devoted  to 
lumber,  the  witnesses  taking  the  stand  at  the  morning  session, 
January  26,  being  D.  L.  Kelly,  the  rate  man  of  the  South  Da- 
kota commission;  George  N.  Brown,  speaking  for  the  Cadillac 
Lumber  Exchange  and  the  Michlgna  Hardwood  Manufacturers' 
Association;  W.  8.  Phlppen,  for  the  National  Wholesale  Lumber 
Dealers'  Association;  O.  L.  Moore,  for  the  Jacksonville  Whole- 
sale Lumbermen's  Association;  and  J.  H.  Townshend,  for  the 
Southern  Hardwood  Traffic  Association. 

Mr.  Kelly  asked  for  reductions  on  lumber  from  the  Pacific 
Northwest,  west  of  St.  Paul,  equal  to  thf  reduction  to  Chicago, 
namely,  seven  cents.  He  said  high  price*  of  lumber  were  keep- 
Ing  the  farmers  of  that  part  of  the  country  from  building  grana- 
ries and  corn  cribs,  thereby  forcing  prompt  or  direct  selling  of 
grain,  which  tended  to  break  prices  at  harvest  time  below  what 
they  should  be.  His  idea  was  that  lumber  should  be  the  first 
to  receive  reductions,  but  on  cross-examination  he  put  coal  ahead 
of  lumber,  with  lumber  and  all  building  materials  following  fuel. 
Answering  a  question  by  Commissioner  Each,  the  witness  said 
he  agreed  with  the  recommendation  of  President  Harding  for 
general  reduction*.  Mr.  Brown,  who  read  a  paper  prepared  by 
L  Ewlng,  asked  for  reductions  not  only  In  lumber  but  also 
In  log  rates,  although  he  admitted  that  some  of  the  latter  were 
the  lowest  in  the  Cnlted  States  and  that  an  Increase  of  272 
per  cent  in  some  of  them  would  not  mean  as  much  as  If  the 
fundamental  rate  had  not  been  abnormally  low.  One  of  the 
rates  he  said  he  believed,  when  D.  P.  Connell  asked  him.  was 
as  low  as  $1.25  for  logs  weighing  12,500  pounds,  for  a  77-mile 
haul. 

Abrogation  of  Ex  Parte  74  Increases  was  asked  by  Mr.  Phip- 
pen  on  behalf  of  the  wholesalers  for  whom  he  was  speaking,  400 
or  500  in  number,  some  of  whom  he  said  were  also  producers. 
Aniiwpring  Mr.  Lewis'  question  as  to  the  precedence  of  reduc- 
tions, he  said  lumber  was  as  necessary  as  any  other  commodity. 
Lower  rate*,  he  said,  would  permit  the  marketing  of  much  more 
of  the  lower  grades  of  lumber  than  was  now  possible, 
and  thus  cut  out  some  of  the  40  per  cent  of  waste  that  now 
takes  place  in  lumbering  operations. 

Water  carriers  have  made  a  great  Inroad  upon  tfce  busi 
of  the  railroads,  O.  L.  Moore  said.  In  talking  for  the  Florida 
wholesalers.  They  have  found,  he  said,  that  they  could  concen- 
trate lumber  from  Oeorgla.  Florida  and  Alabama  mills  at  Jack- 
sonville, ship  It  by  boat  and  get  into  the  Interior  of  Massachu- 
setts for  lens  than  the  all-rail  rates.  In  the  last  half  of  1921  he  said 
25.923,906  feet  of  lumber  was  shipped  by  water  and  only  22.- 
243.354  by  rail,  in  comparison  with  34.460,000  by  rail  and  only 
11.764.605  by  water,  In  the  first  half  of  1920. 

.T.  V.  Norman,  In  behalf  of  the  Southern  Hardwood  Traffic 
Association,  offering  J.  H.  Townshend  as  a  witness  therefor,  ex- 
changed pointed  language  with  Commissioner  Hall  as  to  the 
character  of  the  testimony  of  the  witness. 

"Only  a  few  rates  will  re  reduced,  from  two  to  seven  per 
cent,  as  a  result  of  the  Commission's  decision  in  the  Southern 
Hardwood  Traffic  Association  case."  said  Mr.  Townshend. 

"The  Commission  was  supposed  to  have  known  what  It  had 
ordered."  remarked  Commissioner  Hall.  He  suggested  that  what 
Mr.  Townshend  was  saying  be  put  In  in  support  of  an  application 
for  rehearing  in  that  case. 

"We  have  made  no  application  for  rehearing."  retorted  Mr. 
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Xorman.  "We  don't  want  one.  We  want  to  show,  in  this  hear- 
ing that  we  need  a  general  reduction  in  rates,  but  the  chairman 
seems  to  think  we  should  not  put  in  any  testimony.  In  our  com- 
plaint we  attacked  the  log  rates,  but  we  withdrew  that  Part  of 
the  complaint  and  offered  no  testimony  on  that  point  and  the 
report  of  the  Commission  so  states. 

"Are  you  offering  any  fact  not  in  that  case?  asked  Mr.  Han. 
Mr  Norman  said  he  was  not,  except  as  to  the  log  situation. 

"Very  well "  said  Mr.  Hall.    Mr.  Townshend  then  went  over 
the  situation  in  the  South,  insisting,  notwithstanding  the  asser- 
tions of  Mr.  Osbora,  that  the  southern  hardwood  people  were  I 
a  deplorable  condition. 

REVISED  PROGRAM  FOR  INQUIRY 

The  Traffic  World  Washington  Bureau 

Railway  labor  organizations  have  obtained  a  place  on  the 
program  to  submit  such  testimony  as  they  desire  in  the  Com- 
mission's general  rate  inquiry,  February  10  and  11  having  been 
assigned  to  them.  Putting  them  on  the  program  for  those  days 
made  it  necessary  for  the  Commission  to  set  forward,  by  two 
days,  the  time  for  hearing  testimony  on  live  stock  and  packing 
house  products,  petroleum  and  its  products,  and  the  basket  as: 
signment  "other  commodities."  The  time  now  allotted  runs  to 
and  includes  February  25. 

Glenn  E.  Plumb,  attorney  for  the  four  big  brotherhoods,  has 
been  an  almost  constant  attendant  at  the  hearings,  especially 
while  the  railroad  executives  were  on  the  stand.  He  cross- 
examined  some  of  thr;m  briefly.  Witnesses  for  shippers,  as  a 
rule,  have  been  more  outspoken  about  the  alleged  lack  of  defli 
tion  in  the  cost  of  transportation  than  have  the  railroad  execu- 
tives They  have  called  attention  to  the  fact  that  their  labor 
has  been  deflated  while  that  of  the  railroads  has  not,  except  for 
the  12  per  cent  reduction  of  last  summer.  Steel  industry  wit- 
nesses, in  particular,  laid  stress  on  the  relative  smallness  of 
the  deflation  that  has  taken  place  in  railroad  labor. 

As  recast,  the  program  is  as  follows: 

January  21-23 — Ore.  furnace  materials  and  iron  and  steel  articles. 

January   24-25— Sand   and    gravel,    brick,    lime,    cement,    gypsum   and 
asphalt. 

January  26-27— Lumber  and  forest  products. 

January  28 — Fertilizer  and  materials,  sulphuric  acid,  phosphate  rock. 

January  30-February  4 — Testimony  of  public  and  shippers  as  to  gen- 
eral aspects  of  case. 

February  8 — Vegetable  oil  and  soap. 

February  9 — Grain,  flour  and  agricultural  products. 

February  10-11 — Railway  labor  organizations. 

February  15— Canned  goods  and  wholesale  groceries. 

February  16-17 — Fruits  and  vegetables. 

February  18 — Milk,  cream  and  dairy  products. 

February  20 — Beverages  and  beverage  containers,  waste  material. 

February  21-22 — Live  stock  and  packing-house  products. 

February  23-24 — Petroleum  and  petroleum  products. 

February  25 — Other  commodities. 

Announcement  will  be  made  of  dates  for  carriers'  rebuttal  evidence 

and  for  oral  argument  during  but  before  the  hearing  is  closed. 

While   there   will    be   no   disposition   to   limit   the   presentation   of 

relevant  testimony,  it  will  be  necessary  to  adhere  as  nearly  as  prac- 
ticable to  the  schedule  herein  announced.  The  testimony  should  be 

confined  to  outstanding  facts.     Cross  examination  of  witnesses  should 

as  nearly  as  practicable  be  carried  on  in  each  instance  by  one  counsel. 

The  commissioners  taking  the  testimony  announced  a  ten- 
tative program  for  the  week  beginning  January  30  and  ending 
February  4.  It  gives  opportunity  to  Walker  D.  Hines,  former 
Director-General,  to  be  heard  on  January  30,  and  Secretary 
Hoover,  February  1.  No  time  limit  was  set  upon  them.  The 
program  is  subject  to  change.  As  now  made  up,  it  is  as  follows: 

Time  alloted. 
H     M. 

Walker  D.  Hlnes January  30,  10  a.  m. 

National    Industrial    Traffic    League — Representatives,     J.     S. 

Burchmore,  Luther  M.  Walter,  J.  H.  Beek 2     .. 

The  Saint  Paul  Association — Representative,  H.  Mueller 15 

The  Cleveland  Chamber  of  Commerce — Representative,   Frank 

H.  Baer   ; 10 

Illinois  Manufacturers'   Association 20 

Chamber  of  Commerce  of  Kansas  City — Representative,  J.  H. 

Tedrow 15 

The  Rochester  Chamber  of  Commerce — Representatives,  F.  W. 

Burton  et  al 15 

Merchants'    Association    of   New    York — Representative,    J.    C. 

Lincoln   20 

St.  Louis  Chamber  of  Commerce — Representative,  P.  W.  Coyle  . .  20 
Youngstown  Chamber  of  Commerce — Representative,  H.  D. 

Rhodehouse   15 

Omaha  Chamber  of  Commerce — Representative,  C.  E.  Childs..  ..  16 
Bast  Side  Manufacturers'  Association — Representative,  R.  W. 

Roplequet    30 

Illinois  District  Traffic  League— Representative,  R.  M.  Field 15 

National    Automobile   Chamber   of    Commerce — Representative 

Geo.  N.  Brown 15 

Ohio  State   Industrial  Traffic  League;   Cincinnati  Chamber  of 

Commerce — Representative.  F.  W.  Renshaw 20 

Manufacturers'  Association  of  Connecticut ' 20 

National    Consumers'    League — Representative,    Mrs.    Florence 

Kelly   30 

The  Michigan  Traffic  League — Representative,  Geo.  N.  Brown .  . .  20 
National  Confectioners'  Association — Representative,  W.  C. 

Lindsay    20 

Wm.  WrlKley,  Jr..  Co.;  National  Association  of  Chewing  Gum 

Manufacturers — Representative.  C.  G.  Hylander 20 

United    States    Potters'    Association— Representative,    Charles 

Donley  10 

Associated  Industries  of  New  York  State,  Inc.— Representative, 

Parton  Swift 10 


Manufacturers'  Association  of  Bridgeport,  Conn. — Representa- 
tive, Alpheus  Winter  5 

National  Federation  of  Construction  Industries;  National  Asso- 
ciation of  Builders'  Exchanges — Representative,  Wm.  B. 

King   25 

John  Lucas  &  Co. — Representative,  Wm.  J.  Pitt 10 

James  D.  Negus 10 

Traffic  Service  Bureau  of  Utah — Representative.  H.  W.  Pricket      1     . . 
Herbert  Hoover,  Secretary  of  Commerce.  ..February  1,  10  a.  m. 

Transportation  Committee  of  Colorado 1 

The    American    Mining    Congress — Representatives.    Chas.    H. 

Farrell,   McK.  W.   Kriegh    40 

The  Pullman   Company    30 

Southwestern  Industrial  Traffic  League;  Texas  Industrial  Traf- 
fic League;  Texas  Chamber  of  Commerce — Representatives, 

R.  C.  Fullbright,  F.  A.  Leffingwell 2 

Board  of  Railroad  Commissioners  of  South  Dakota — Repre- 
sentative, Mr.  Kelley  30 

State  regulating  bodies — Representative,  Mr.  Benton 2    30 

American  Farm  Bureau  Federation;  Farmers'  National  Grain 
Dealers'  Association;  National  Wholesale  Grocers'  Asso- 
ciation: Western  Petroleum  Refiners'  Association;  Corn 
Belt  Meat  Producers'  Association;  U.  S.  Grain  Growers, 

Inc.— Representative,  Clifford  Thorne   !     30 

State   Regulating   Bodies    5     .. 

Southern  Traffic  League   1 

Farmers'  National  Council — Representative,  Benj.  C.  Marsh...       1     .. 


COAL   PRODUCTION   REPORT 

The  Traffic  World  Washington  Bureau 

"The  passing  of  the  holiday  season  has  made  possible  a  new 
test  of  the  extent  of  the  present  demand  for  soft  coal,"  the 
Geological  Survey  said  in  its  current  coal  production  report.  /'In 
the  week  ended  January  14 — a  full-time  week — the  market'  ab- 
sorbed a  production  of  8,268,000  net  tons,  much  larger  than  any 
since  late  November. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  of  soft  coal  loaded 
daily:  Monday,  January  9,  27,625;  Tuesday,  January  10,  27,945; 
Wednesday,  January  11.  25,639;  Thursday,  January  12,  25,679; 
Friday,  January  13,  26,320;  Saturday,  January  14,  19,547. 

"The  preliminary  telegraphic  returns  indicate  that  on  Mon- 
day, January  16,  28,800  cars  were  loaded,  and  on  Tuesday,  27,700. 
The  total  for  the  two  days — 56,500  cars — exceeded  loadings  on 
the  first  two  days  of  the  week  preceding  by  930  cars,  suggesting 
a  further  increase  in  production. 

"Tidewater  business  at  Hampton  Roads  improved  slightly 
after  the  holiday  season.  During  the  week  ended  January  14  a 
total  of  258,593  net  tons  was  handled  over  the  piers  at  that  port. 
This  was  an  increase  over  the  week  preceding  of  37,845  tons,  but 
was  11,829  tons  less  than  in  the  week  before  Christmas.  Exports 
increased  from  18,277  to  31,138  tons,  and  cargoes  destined  to  New 
England  from  156,944  to  173,002  tons. 

"The  all-rail  movement,  to  New  England  changed  but  little 
during  the  week  ended  January  14.  Of  the  4,101  cars  forwarded 
over  the  Hudson,  1,868  were  anthracite  and  2,233  were  bituminous 
coal.  When  compared  with  New  Year's  week,  increases  of  244 
and  280  cars,  respectively,  are  shown.  Shipments  were,  however, 
slightly  less  than  during  Christmas  week." 

HOOVER  SEES  NO  COAL  RATE  REDUCTION 

Secretary  Hoover  said  this  week,  after  conferences  with 
members  of  the  Commission,  that  there  was  little  possibility  of 
a  reduction  in  freight  rates  on  coal  before  April  1.  He  made 
this  statement  in  connection  with  a  recommendation  that  the 
public  buy  coal  now.  According  to  officials  of  the  Commission 
no  action  has  ben  taken  by  it  with  respect  to  advising  the 
railroads  and  public  utilities  to  stock  up  on  coal  before  April 
1  because  of  the  possibility  of  a  miners'  strike. 


LOCOMOTIVE    EQUIPMENT 

The  per  cent  of  locomotives  out  of  service  for  repairs  requir- 
ing more  than  24  hours  on  January  1  was  18.7,  the  total  number 
being  12,110.  of  which  2.689  were  passenger,  7,240  freight,  and 
2,181  switching  locomotives,  according  to  the  semi-monthly 
bulletin  of  the  American  Railway  Association  just  issued.  The 
number  for  repairs  requiring  less  than  24  hours  was  3,273,  or  5.1 
per  cent,  made  up  of  829  passenger,  1,616  freight,  and  828  switch- 
ing locomotives. 

The  total  number  on  line  was  64,742,  of  which  14,612  were 
passenger,  35,962  freight,  and  14,168  switching  locomotives.  The 
total  number  of  serviceable  locomotives  was  49,359,  made  up  of 
11,084  passenger,  27,151  freight,  and  11,124  switching  locomotives. 
The  number  of  serviceable  locomotives  stored  was  7.183.  made 
up  of  737  passenger,  4,994  freight,  and  1,452  switching  locomo- 
tives. 

LEHIGH   VALLEY   ISSUES   BOOKLET 

The  story  of  how  10,000  freight  shipments  are  handled  every 
day  is  interestingly  told  in  a  booklet  now  being  distributed  by 
the  Lehigh  Valley  Railroad.  It  is  a  description  of  "Manchester 
Transfer,"  described  as  "the  most  modern  and  best  equipped 
transfer  in  existence."  The  pamphlet,  which  is  illustrated  with 
views  of  the  transfer  and  a  map  showing  Lehigh  Valley  facilities 
in  New 'York  Harbor,  outlines  for  freight  shippers  the  service 
performed  by  the  Lehigh  Valley  in  handling  freight,  both  ear- 
load  and  less-than-carload,  between  New  York  and  other  eastern 
points  and  all  the  large  producing  centers  of  the  West. 


January  28,  1922 


THE    TRAFFIC     WORLD 


203 


AGRICULTURAL    CONFERENCE 

Tkf  Trtfc  World  Washington  Bureau 

"No  country  is  so  dependent  upon  railroad  transportation  as 
is  the  United  States,"  said  President  Harding  In  bis  address, 
at  the  opening  session  of  the  agricultural  conference  this  week. 
"The  irregular  coast  lines  of  Europe,  its  numerous  indenting 
arms  of  the  sea,  as  well  as  its  great  river  system,  afford  that 
continent  exceptional  water  transportation.  The  vast  continental 
area  of  the  United  States  is  quite  differently  situated.  Its  greater 
dependence  upon  railroad  transportation  being  attested  by  its 
possession  of  near  one-half  the  railroad  mileage  of  the  world, 
and  even  this  is  not  adequate.  The  inevitable  expansion  of 
population  will  enormously  increase  the  burden  upon  our  trans- 
portation facilities,  and  proper  forethought  must  dictate  the 
present  adoption  of  wise  and  far-seeing  policies  In  dealing  with 
transportation. 

"If  broad-visioned  statesmanship  shall  establish  funda- 
mentally sound  policies  toward  transportation,  the  present  crisis 
will  one  day  be  regarded  as  a  piece  of  good  fortune  to  the  nation. 
To  this  time  railroad  construction,  financing,  and  operation  have 
been  unscientific  and  devoid  of  proper  consideration  for  the 
wider  concerns  of  the  community.  To  say  this  Is  simply  to  ad- 
mit a  fact  which  applies  to  practically  every  railroad  system  in 
the  world.  It  is  as  true  regarding  the  railroads  of  Canada  and 
Great  Britain  as  it  18  In  reference  to  those  of  the  United  States. 
It  is  equally  applicable  to  the  railways  of  continental  Europe, 
In  whose  development  considerations  of  political  and  military 
availability  have  too  far  overwelghed  economic  usefulness.  In 
America  we  have  too  long  neglected  oar  waterways.  We  need 
a  practical  development  of  water  resources  for  both  transporta- 
tion and  power.  A  large  share  of  railway  tonnage  is  coal  for 
railroad  fuel.  The  experience  of  railway  electrification  demon- 
strates the  possibility  of  reducing  this  waste  and  increasing 
efficiency.  We  may  well  begin  very  soon  to  consider  plans  to 
electrify  our  railroads.  If  such  a  suggestion  seems  to  involve 
inordinate  demands  upon  our  financial  and  Industrial  power,  it 
may  be  replied  that  three  generations  ago  the  suggestion  of 
building  260,000  miles  of  railways  In  this  country  would  have 
been  scouted  as  a  financial  and  Industrial  impossibility.  Water- 
way improvement  represent*  not  only  the  possibility  of  expand- 
ing our  transportation  system,  but  also  of  producing  hydro- 
electric power  for  its  operation  and  for  the  activities  of  widely 
diffused  Industry. 

"I  have  spoken  of  the  advantage  which  Europe  enjoys  because 
of  Its  access  to  the  sea.  the  cheapest  and  surest  transportation 
facility.  In  our  own  country  is  presented  one  of  the  world's 
most  attractive  opportunities  for  extension  of  the  seaways  many 
hundred  miles  Inland.  The  heart  of  the  continent,  with  Its  vast 
resources  in  both  agriculture  and  industry,  would  be  brought  in 
•communication  with  all  the  ocean  route*  by  the  execution  of 
the  St.  Lawrence  waterway  project.  To  enable  ocean-going  ves- 
sels to  have  access  to  all  the  ports  of  the  Great  Lakes  would 
have  a  most  stimulating  effect  upon  the  industrial  life  of  the 
continent's  interior.  The  feasibility  of  the  project  is  unques- 
tioned, and  Its  cost,  compared  with  some  other  great  engineering 
works,  would  be  small.  Disorganised  and  prostrate,  the  nations 
of  central  Europe  are  even  now  setting  their  hands  to  the  de- 

;>ment  of  a  great  continental  waterway,  which,  connecting 
the  Rhine  and  Danube,  will  bring  water  transportation  from  the 
Black  to  the  North  Sea.  from  Mediterranean  to  Baltic.  If  na- 
tionalist prejudice  and  economic  difficulties  can  be  overcome  by 

pe,  they  certainly  should  not  be  formidable  obstacles  to 
an  achievement  less  expensive  and  giving  promise  of  yet  greater 
advantages  to  the  peoples  of  North  America.  Not  only  would 

•  n«t  of  transportation  be  greatly  reduced,  but  a  vast  popula- 
tion would  be  brought  overnight  in  Immediate  touch  with  the 
markets  of  the  entire  world." 

Representatives  of  the  railroads  Invited  as  delegates  to  the 
conference  are  M.  J.  Gormley.  chairman  of  the  car  service  divi- 
sion of  the  American  Railway  Association;  C.  H.  Markham, 
president  of  the  Illinois  Central;  J.  E.  Gorman,  president  of  the 
Rock  Island,  and  T.  C.  Powell,  vice-president  of  the  Erie. 

conference's  committee  on    railway    transportation    Is 
headed  by  L.  D.  Sweet  of  Colorado,  chairman,  and  Dr.  Julius  H. 
director  of  the  Bureau  of  Railway  Economics,  secre- 
tary.   The  other  members  of  the  committee  are:   F.  John  Edward. 
Fla..  Clifford  Thorne.  III.,  W.  M.  Burllnrarae,  Mont.,  W.  T.  White, 
hlllips.  N.  Y..  Wm.  Pohlman,  Ore.,  A.  H.  Jenkins. 
Pa.,  Sam  Cowan.  Tex.,  John  L.  Jordan,  Wro..  C.  H.  MacDowell, 
III  .  C.  J.  Onborn.   Neb..  F.   R.  Todd,  111..  Howard   Leonard.  III., 
Powell.  N.  y  .  K.  E.  Clark.  D.  C..  I.  H.  Kent.  Nev..  W.  L. 
Wagner.  III..  M.  J.  Oormley,  D.  C.,  C.  O.  Rane.  Mo.,  R.  M.  Qunn. 
la..  Kd  O'Neal,  Ala.,  and  Martin  Amorous.  Ga. 

The  committee  on  water  transportation  follows:   chairman, 
L  R.   Howard,  la.,  secretary.  Max  Lorens.  L.  E.  Potter,  Minn., 
E.  B.  Pomerenlng,  Win..  A.  D.  Lasker,  D.  C.,  Bird  M.  Robin- 
son. D.   r..  J.  C.   Chase.  Fla..  Peter  O.  Ten   Eyck.  Wash..  Fred 
Helskeil.  Ark  .  E.   R.  FrlzHI.  Kan.,  and  Mllo  D.  Campbell.  Mich. 

The  committee  on  highway  transportation  follows:  chair- 
man. W  H.  Walker.  Cal..  secretary.  W.  a  Markham;  C.  M.  Bab- 
cock.  Minn..  R.  D.  Chapln.  Mich..  Wayne  Dlnsmore.  111..  H.  8. 
Flre»fon».  Ohio.  Dwlght  B.  Heard.  Arlt..  Oray  Silver.  W.  Va.. 


O.  G.  Smith,  Neb.,  Harry  H.  Billamy,  D.  C.,  Mrs.  Frank  M. 
Black,  Pa.,  Geo.  C.  Conn,  Mich.,  James  E.  Gorman,  111.,  and  O. 
Stickney,  Nev. 

H.  J.  Waters  of  Missouri,  was  selected  chairman  of  the  trans- 
portation committee,  of  which  the  com  mittees  named  above  are 
subcommittees. 

The  subcommittees  of  the  committee  on  cost,  prices,  and  re- 
adjustments of  the  National  Agricultural  Conference  reached  the 
conclusion  that  freight  rates  are  too  h'igh  and  that  Industrial 
wages  are  out  of  line. 

"The  government  rate  and  wage  ma'klng  bodies  for  railways 
are  too  far  apart,  the  committeemen  held,  and  expressed  them- 
selves as  standing  solidly  in  forcing  a  readjustment  of  railway 
wages,"  said  a  statement  issued  by  the  conference.  "They  be- 
lieve they  represent  the  sentiment  of  tlie  farmers  of  the  coun- 
try as  a  whole  in  favoring  the  readjust  ment." 

The  transportation  committee  issued  the  following  statement: 

The  subcommittee  on  railways  of  the  transportation  committee 
discussed  the  problem  of  the  safety  of  railwmy  and  highway  crossings 
and  will  make  a  resolution  urging  that  more  attention  be  given  to 
eliminating  the  dancer  to  life  and  property  that  results  from  unpro- 
tected crossings.  The  committee  discussed  highways  as  an  Inter- 
state problem  and  the  question  of  contlnu  Ml  federal  support.  They 
recognized  the  Importance  of  railways  and  waterways  and  their  rela- 
tion to  highways  and  called  attention  to  th  e  need  for  better  co-ordi- 
nation for  economy  and  for  expediting  tt  ansportution.  The  motor 
truck  was  considered  s»  an  Important  new  development  In  the 
handling  .of  short  haul*  to  save  congest l>  m  at  terminals.  It  was 
suggested  that  since  th*  motor  truck  has  b  iconic  such  a  large  factor 
there  is  an  Increased  and  for  co-ordinating  the  three  principal  means 
of  getting  products  to  market. 

Considerable  difference  of  opinion  has  tVvoloped  In  the  sub-com- 
mittees on  waterways  and  railways.  The,  former  has  been  devoting 
much  of  Its  discussions  to  the  St.  Lawrence  seaway  proposal,  strong 
opposition  being  evidenced  by  the  New  York  Interests.  In  the  rail- 
way sub-committee  the  principal  problem  discussed  and  the  chief 
snag  encountered  has  been  the  question  of  flight  rates. 

ASKS  RELIEF  FOR  FARMERS 

Tke  Trifc    World  H'ojkinfton  Bureau 

Senator  Swanson  of  Virginia,  in  a  speech  In  the  Senate  on 
the  condition  of  agriculture  and  farmers,  said  no  effective  or 
lasting  relief  could  come  to  the  farmers  until  they  were  pro- 
vided with  a  cheaper  and  better  system  of  transportation. 

"It  is  useless  to  disguise  the  fact  tbtat  much  of  the  present 
depression  In  agriculture  and  industry  is  due  to  excessive  freight 
rates' now  paid  to  our  railroads  for  the*  transportation  of  farm 
and  other  products  to  the  markets,"  said  he.  "Freight  rates  for 
farm  products  have  increased  on  an  average  of  80  per  cent  since 
1913.  The  Increase  In  rates  on  live  stock  Is  much  greater  than 
this." 

Excecslve  freight  rates,  he  said,  ha  »e  permitted  foreigners, 
who  have  cheap  water  transportation,  to  drive  American  fanners 
out  of  markets  of  cities  on  the  seaboard.  He  said  that  was  espe- 
cially true  of  the  shipments  of  farm  products  from  South  Amer- 
ica. He  said  the  recent  reduction*  Irr  rates  on  agricultural 
products  was  a  step  In  the  right  direction,,  but  that  further  reduc- 
tions should  be  made. 

"The  misfortunes  of  the  railroads  1  rave  come  largely  from 
the  misfortunes  of  fanning,"  said  he.  "  Their  improvement  will 
not  come  until  improvement  In  agricul'atre  occurs." 

High  freight  rates  to  the  port  of  shipment,  he  continued, 
prevent  the  American  farmer  from  comp  eUng  In  foreign  markets, 
and  that  this  resulted  in  further  depression  In  agriculture. 

"I  am  satisfied."  said  he,  "that  high  freight  rates  have  been 
one  of  the  causes  that  have  largely  contributed  to  a  great 
reduction  In  our  foreign  commerce  and.  exports.  Freight  rates 
must  be  promptly  reduced." 

gjsjp.  Swanson  also  urged  developm  snt  orf  highways  and  im- 
provement of  the  parcel  post  for  the  benefit  of  the  farmers. 


SHIPMENTS    OF    HAY 

"The  recent  freight  rate  reduct'fcms  apparently  have  had 
but  little  effect  upon  the  movement  of  hay  and  receipts  were 
again  light,  except  at  Kansas  City,  w<ber*  they  were  three  times 
larger  than  those  of  the  previous  we<k,"  the  Department  of  Agri- 
culture said  this  week.  In  a  review  «of  the  hay  market  situation 
for  the  week  ended  January  14.  "The  receipts  of  hay  in  car- 
loads at  several  of  the  principal  market*,  for  the  weeks  ended 
January  7  and  14,  1922.  and  Janitnj-y  15,  1921,  are  shown  in  the 
following  table: 

192Z 
Cities.  Jan.  14.         Jan.  7. 

Boston   .     _  89  41 

New  York  » 

Pittsburgh     91 

Cincinnati    »o 

Chicago    349 

Minneapolis  and  St.  Paul 80 

Kansas  City  «93 

IX).  Angeles  ^ 110 


179  > 


San  Francisco 


1921. 

Jan.  IB. 

93 

US 

109 

174 

368 

131 

744 

62 

71 


VALUE  OF  0.  A  S.  C.  RAILROAD 

In  tentative  valuation  report  on  the  property  of  the  Dur- 
ham &  South  Carolina  Railroad  Comrtony,  as  of  June  80,  1917, 
the  Commission  baa  fixed  a  final  v»vlne  on  the  property  of 
1460,798. 
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LA  FOLLETTE  ANSWERS  HOWARD 

,  The  Traffic  World  Washington  Bureau 

Senator  La  Follette,  of  Wisconsin,  this  week  made  public 
his  reply  to  the  letter  sent  him  by  J.  R.  Howard,  president  of 
the  American  Farm  Bureau  Federation,  relative  to  the  "secret 
conference"  held  at  the  Racquet  Club  in  Washington,  Decem- 
ber 9,  1921.  The  senator  had  printed  In  the  Congressional 
Record  of  January  23  a  copy  of  the  memorandum  of  the  meet- 
ing, which  was  published  in  The  Traffic  World.  In  his  letter 
Senator  La  Follette  said  in  part,  quotations  from  the  memo- 
randum referred  to  being  omitted: 

I  wish  to  assure  you  that  the  statements  which  I  made  in  the 
Senate  on  December  22,  with  regard  to  the  meeting  held  on  December 
9  between  representatives  of  the  railroads  and  other  great  interests 
and  the  representatives  of  some  of  the  agricultural  associations,  were 
made  without  any  desire  or  purpose  to  injure  the  organization  which 
you  have  the  honor  to  represent,  or  any  other  agricultural  organiza- 
tion, or  to  embarrass  them  in  attaining  the  objects  for  which  they 
were  created.  My  only  purpose  was  to  inform  the  American  people 
regarding  what  I  conceived  to  be  a  plan  to  perpetuate  the  iniquitous 
guarantee  provisions  of  the  Esch-Cummins  law;  to  validate  as  a  basis 
for  rate-making,  the  inflated  and  watered  capitalization  of  the  rail- 
roads; and  in  effect  to  continue  permanently  the  present  impotence 
of  the  state  railroad  commissions. 

Nor  were  my  statements  made  except  after  the  most  careful  con- 
sideration and  examination  of  substantial  evidence  regarding  what 
transpired  at  the  meeting  of  December  9  in..the  Racquet  Club.  Since 
that  time  there  has  come  into  my  possession  a  complete  copy  of  the 
mimeographed  proceedings  of  that  conference,  giving  an  authentic 
account  of  everything  that  occurred,  together  with  a  copy  of  the  report 
presented  to  that  conference  by  Mr.  W.  W.  Atterbury,  vice-president 
of  the  Pennsylvania  Railroad,  as  chairman  of  the  special  committee 
of  railroad  executives,  outlining  "concrete  steps  of  co-operation"  be- 
tween the  railroads  and  the  business  and  agricultural  interests.  In 
the  second  paragraph  of  your  letter  you  state: 

"I  want  to  assure  you  that  no  secret  conferences  have  been  held, 
nor  any  working  agreements  reached  which  are  not  entirely  in  har- 
mony with  the  adopted  resolutions  of  the  American  Farm  Bureau 
Federation." 

It  is  to  this  unequivocal  declaration  that  I  wish  first  to  address 
myself. 

I  am  at  a  loss  to  understand  what  you  mean  by  a  secret  confer- 
ence," if  the  conference  held  at  the  Racquet  Club  on  December  9  was 
not  secret.  I  have  before  me  the  proceedings  of  that  conference,  and 
I  find  on  Page  6  the  following  statement: 

"The  question  was  then  raised  as  to  what  public  statement,  if 
any,  should  be  made  with  respect  to  the  organization  and  operation 
of  this  conference.  Upon  motion  thereafter  duly  made  and  seconded, 
Mr.  Emery  was  authorized  and  directed  to  make,  in  his  discretion,  a 
public  statement  with  respect  to  the  organization  of  the  Committee 
and  the  progress  of  their  conference." 

In  otner  words,  organization  of  the  committee  and  the  proceedings 
of  the  conference  were  so  carefully  guarded  that  Mr.  Emery,  counsel 
for  the  National  Association  of  Manufacturers,  who  became  notorious 
through  the  Mulhall  exposures,  disclosed  by  the  Senate  lobby  investi- 
gation, was  alone  authorized  to  make  any  statement  regarding  it. 
You  will  note  further  that  it  was  not  obligatory  for  Mr.  Emery  to  give 
all  the  facts  to  the  newspapers  but  that  this  entire  matter  of  letting 
the  public  know  anything  about  what  had  transpired  was  put  entirely 
in  Mr.  Emery's  "discretion." 

Mr.  Emery  exercised  his  discretion  so  completely  that  it  was  not 
until  December  18,  nine  days  after  the  conference,  that  the  public 
learned  anything  about  it,  or  even  learned  that  a  conference  had 
been  held,  and  then  only  from  a  copyrighted  article  in  the  Washington 
Post. 

This,  it  may  be  noted,  was  the  first  statement  published  regarding 
a  conference  held  nine  days  before. 

So  far  as  I  have  been  able  to  discover,  Mr.  Emery  has  never  issued 
any  public  statement  as  to  the  proceedings  of  the  conference. 

If  this  was  not  a  secret  meeting,  why  was  it  held  at  the  Racquet 
Club,  one  of  the  most  exclusiv*  clubs  in  Washington?  Why  were 
newspaper  reporters  not  present,  why  was  all  news  withheld  for 
at  least  nine  days,  and  why  was  the  control  of  all  publicity  regarding 
it  placed  in  the  "discretion"  of  the  counsel  for  the  National  Associa- 
tion of  Manufacturers? 

You  state  that  no  working  agreements  were  reached  which  are  not 
entirely  in  harmony  with,  the  adopted  resolutions  of  the  American 
Farm  Bureau  Federation.  -" 

I  have  before  me  a  report  of  the  resolution  adopted  by  the  Amer- 
ican Farm  Bureau  Federation  at  its  third  annual  convention  at  At- 
lanta, Georgia,  November  23,  1921,  as  printed  in  the  Atlanta  Consti- 
tution of  November  24.  One  clause  of  this  resolution  reads: 

"We  denounce  the  principle  of  guaranteeing  income  upon  fixed 
valuation  to  the  railroads  of  the  United  States,  and  ask  the  repeal  of 
Section  15a,  Eech-Cummins  law." 

This  resolution  is  explicit  and  unequivocally  denounces  the  entire 
principle  of  guaranteeing  railroad  incomes  upon  fixed  valuation,  and 
not  simply  any  particular  rate  or  rates  of  guarantee.  It  also  demands 
the  reapeal  of  Section  15a,  .which  consists  of  eighteen  (18)  paragraphs, 
and  covers  the  whole  question  of  fixing  railroad  rates  on  the  principle 
of  guaranteeing  income  upon  "fixed  valuation."  You  state,  on  Page 
3  of  your  letter: 

"Without  discussing  the  details  of  the  conference,  which  was  en- 
tirely informal,  but,  as  I  understand  it,  open  to  anybody  who  might 
have  cared  to  attend,  the  farmer's  demand  for  the  repeal  of  the  guar- 
antee clauses  of  Section  15a  was  In  substance  acceded  to." 

Without  commenting  upon  this  statement,  except  to  call  your  at- 
tention to  the  fact  that  the  resolution  of  the  federation  called  for  the 
repeal  of  Section  15a,  in  its  entirety,  and  not  merely  the  proviso  of 
the  guarantee  clauses  of  that  section,  I  will  let  the  proceedings  of  the 
conference  speak  for  themselves.  ' 

In  other  words,  the  representatives  of  the  farm  organizations 
agreed  that  they  did  not  desire  to  amend  Section  15a  "in  any  particu- 
lar" except  to  remove  a  proviso  which  was  due  to  expire  by  its  own 
limitation  on  March  1,  1922.  They  agreed  to  strike  out  seven  lines  In 
the  third  paragraph  of  Section  15a,  and  to  leave  standing  all  the  rest 
of  the  eighteen  (18)  paragraphs,  comprising  approximately  215  lines, 
the  repeal  of  every  line  of  which  had  been  directed  by  the  convention 
of  the  American  Farm  Bureau  Federation  less  than  three  weeks 
previous. 

Furthermore,  the  conference  had  already  been  informed  at  the 
morning  session  by  <3en.  W.  W.  Atterbury,  of  the  Pennsylvania,  that 
the  railroads  did  not  care  If  this  proviso  was  struck  out.  •  •  • 

The  agreement  reached  between  the  farm  representatives  and  the 
railroad  executives  at  lunch,  therefore,  represented  an  abandonment  of 
everything  substantial  called  for  by  the  resolution  of  the  federation 
and  acceptance  of  the  elimination  of  the  only  clause  of  Section  IBa 


which  the  railroads  were  willing  to  have  stricken  out,  because  as 
General  Atterbury  stated,  there  was  "nothing  to  be  gained  by  a  repeal 
of  this  proviso  which  will  automatically  expire  in  less  than  three 
months." 

Another  clause  of  the  resolution  adopted  by  your  Federation  at  the 
Atlanta  convention  on  November  23,  1921,  was: 

"We  urge  that  Congress  restore  full  rights,  of  railroad  commission- 
ers as  existed  before  the  war." 

The  plain  intent  of  this  resolution  was  to  restore  all  the  powers 
of  the  state  railroad  commissions,  including  the  power  to  fix  intrastate 
rates,  control  car  service,  and  generally  regulate  all  the  intrastate 
activities  of  the  railroads.  These  powers  were  curtailed  and  the 
authority  of  the  state  railroad  commissions  was  virtually  destroyed 
by  the  Esch-Cummins  law,  as  construed  by  the  Interstate  Commerce 
Commission.  Section  6  of  the  Capper  bill  was  drafted  with  the  specific 
purpose  of  restoring  all  of  these  powers.  »  •  * 

You  state  in  your  letter,  Page  3: 

"Many  of  us  were  not  sufficiently  familiar  with  this  bill  and  other 
bills  to  commit  ourselves  regarding  any  phraseology,  which  matter 
was  referred  to  a  committee  consisting,  as  I  recall  it,  of  T.  C.  Atke- 
son,  representing  the  Grange;  Gray  Silver,  Washington  representative 
of  the  American  Farm  Bureau  Federation,  and  James  A.  Emery,  sec- 
retary of  the  National  Manufacturers'  Association." 

This  does  not  seem  to  be  in  accord  with  the  minutes  of  the  con- 
ference, which  state: 

"General  Atterbury's  committee  accepted  this  compromise,  with 
the  understanding  that  the  General  Counsel  of  the  Association  of 
Railway  Executives  would  get  in  touch  with  Mr.  Gray  Silver,  Legisla- 
tive Agent  of  the  American  Farm  Bureau  Federation;  Dr.  T.  C.  Atke- 
son.  Secretary  of  the  National  Grange,  and  Mr.  James  A.  Emery,  in 
order  to  arrive  at  a  revision  of  the  Capper  bill  along  the  lines  above 
indicated." 

1  assume  that  your  failure  to  state  that  an  understanding  was 
entered  into  whereby  the  general  counsel  of  the  Association  of  Rail- 
way Executives  was  to  have  a  prominent  part  in  redrafting  the 
Capper  bill  was  an  inadvertent  omission,  but  it  seems  to  me  that  it 
was  an  omission  of  great  importance. 

You  also  failed  to  state  what  is  disclosed  by  the  minutes  of  the 
conference  that: 

"It  was  moved,  seconded,  !\nd  carried,  that  the  report  be  approved, 
and  when  an  agreement  has  been  finally  reached  between  those  ap- 
pointed to  redraft  the  bill,  this  conference  shall  support  the  bill  as 
amended  and  give  whatever  aid  it  can  in  securing  the  passage  of  the 
bill." 

This  was  an  agreement,  formally  approved  and  adopted,  binding 
the  representatives  of  the  farm  organizations  to  participate  with  the 
general  counsel  of  the  Association  of  Railway  Executives  and  the 
counsel  for  the  National  Association  of  Manufacturers  in  a  revision  of 
the  Capper  bill.  They  were  further  pledged  by  this  resolution  to 
use  all  their  powers  to  pass  the  revised  bill  in  its  mutilated  form, 
which  would  have  the  effect  for  years  to  come  of  preventing  any 
further  revision  of  the  vicious  guarantee  clauses  of  the  transportation 
act,  and  result  in  permanently  depriving  the  state  railroad  commis- 
sions of  effective  authority  over  intrastate  transportation.* 

Your  letter  states  that  this  conference  between  the  representa- 
tives of  the  railroads,  the  large  business  interests,  and  agriculture  was 
of  an  informal  and  casual  nature.  The  minutes,  however,  reveal  that 
it  is  a  going  concern,  as  is  shown  by  the  notation  at  the  close  of  the 
minutes: 

"There  being  no  further  business,  the  meeting  adjourned,  subject 
to  the  call  of  the  Executive  Committee."  In  closing  your  letter  you 
state: 

"I  regret  that  you  were  misinformed  regarding  this  meeting.  It 
is  unfortunate  both  for  you  as  well  as  agricultural  interests  that 
statements  indicating  secrecy  and  collusion  should  have  been  made 
by  you." 

That  I  have  not  been  misinformed  is  attested  by  the  fact  that  my 
information  is  confirmed  by  the  authentic  minutes  of  the  conference. 

I  note  your  statement  that  "It  is  unfortunate  for  you  •  *  • 
that  statements  indicating  secrecy  and  collusion  should  have  been 
made  by  you." 

This  consideration,  affecting  as  it  does  only  my  personal  fortunes 
is  one  which  during  my  entire  public  career  I  have  refused  to  take  into 
account  wherever  the  public  interest  was  involved  and  where  the  evi- 
dence was  as  overwhelming  as  in  this  case.  I  could  not,  In  good 
conscience  and  in  conformity  with  my  obligations  as  a  Senator  of  the 
United  States,  withhold  from  the  American  people  information 
regarding  a  matter  of  such  vast  importance  to  their  welfare. 

MEATS,  FARIBAULT  TO  EAST 

Reparation  amounting  to  $856  was  sought  by  the  complain- 
ants in  No.  13201,  Wilson  &  Co.,  Inc.,  vs.  Director-General,  hear- 
ing on  which  was  held  before  Examiner  Keeler  in  Chicago, 
January  20,  on  48  cars  of  fresh  meats  and  packing-house  prod- 
ucts, shipped  from  Faribault,  Minn.,  to  Rockford  and  Chicago, 
111.,  and  destinations  east  thereof,  in  January  and  February,  1920. 
The  complaint  arose  out  of  the  refusal  of  the  Director-General 
immediately  to  publish  rates  from  Faribault  on  these  products 
the  same  as  those  in  effect  from  South  St.  Paul  and  Albert  Lea, 
between  which  points  it  was  located,  when  the  packing  company 
applied  for  them  late  in  1919.  R.  R.  Hargis,  assistant  traffic 
manager  for  Wilson  &  Co.,  said  the  application  was  made  as 
soon  as  it  became  apparent  that  his  company  would  have  to 
lease  storage  space  at  Faribault.  The  rates,  however,  did  not 
go  into  effect  until  February  29,  1920,  before  which  time  the 
48  cars  involved  had  moved.  The  rates  complained  of  were 
25  cents  on  both  classes  of  meats  to  Chicago,  and  the  same  rate 
used  as  a  proportional  on  traffic  destined  beyond.  The  rates 
claimed  and  as  subsequently  established  were  22.5  cents  on 
fresh  meats  and  20  cents  on  packing-house  products. 

Representatives  of  the  Director-General  claimed  that  the 
complainants  had  not  shown  the  rates  to  be  unreasonable".  The 
special  services  in  the  way  of  refrigerator  cars  and  expedited 
service,  as  well  as  the  long  empty  haul  required  on  this  class 
of  traffic,  were  mentioned  as  reasons  why  the  reparation  should 
not  be  allowed. 


SOUTHERN     RAILWAY    CERTIFICATES    SOLD 
The  sale  of  $5,946.000  of  Southern  Railway  equipment  trust 
certificates  to   the  Guaranty  Company   of  New  York  was   an- 
nounced by  the  Director-General  of  Railroads  this  week. 
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CUMMINS  INVESTIGATION 

Tin  Trtfe  World  Washington  Bwtan 

Walker  D.  Mines,  former  Director  General  of  Railroads, 
appearing  before  the  Senate  interstate  commerce  committee  at 
the  request  of  the  committee,  January  24,  began  a  defense  of 
the  government's  operation  of  the  railroads  during  federal 
control  and  replied  to  many  of  the  charges  made  against  gov- 
ernment operation.  The  appearance  of  Mr.  Mines  marked 
the  resumption  of  the  Cummins  investigation  of  the  railroad 
situation  which  was  begun  last  May  under  Senate  Resolution  23. 

Mr.  Mines  said  he  felt  great  pride  in  what  was  accomplished, 
particularly  in  view  of  the  exceptional  difficulties  after  the  ar- 
mistice, such  as  the  diminution  in  morale;  the  loss  of  many 
of  the  most  experienced  railroad  men  in  the  Railroad  Adminis- 
tration, such  as  Messrs.  Carl  Gray.  R.  8.  Lovett,  A.  H.  Smith, 
and  ('.  H.  Markham.  and  the  impossibility  at  that  late  date  to 
obtain  other  men  of  equal  experience;  the  violent  fluctuations 
in  business  on  account  of  the  slump  in  the  first  six  months  of 
1919,  and  the  nation-wide  coal  strike  in  the  last  two  months, 
and  the  tendency  to  let  down  in  morale  as  the  change  of  control 
approached. 

He  said  that,  compared  with  1916  and  1917,  the  year  1919 
made  a  far  more  favorable  showing  as  to  car  shortages,  not- 
withstanding that  In  September  and  October.  1919.  the  busi- 
ness had  been  exceedingly  heavy,  and  was  also  more  favorable 
as  to  the  number  of  passenger  train  car  miles  and  freight 
train  car  miles  per  locomotive  mile,  also  a*  to  passenger  miles 
per  passenger  train  mile,  and  also  as  to  revenue  ton  miles  per 
locomotive  mile  or  per  freight  train  mile.  He  said  1919  was 
also  more  favorable  than  1920  in  all  these  respects  except  reve- 
nue ton  miles  per  freight  train  mile,  and  in  this  respect  also 
1919  was  more  favorable  than  1920  in  the  only  two  fairly  com- 
parable months— September  and  October.  He  said  that  contrary 
to  many  representations  the  car  miles  per  day  In  1919  had  made 
an  exceedingly  favorable  showing  for  the  only  months  where 
comparison  was  fair,  and  that  for  practically  all  the  months 
of  1919  the  showing  was  better  than  In  1921;  that  the  year  1919 
made  a  better  showing  than  any  of  the  preceding  three  years  in 
the  consumption  of  fuel,  and  also  compared  most  favorably 
with  1920. 

He  called  attention  to  the  fact  that  in  1920  the  transporta- 
tion results  obtained  and  been  greatly  applauded  and  also  men- 
tioned that  they  had  not  been  exclusively  through  the  action  of 

railroad  companies,  but  that  the  railroad  executives  had 
had  to  appeal  to  the  Interstate  Commerce  Commission  for  Us 
aid  through  unifying  anew  certain  phase*  of  transportation. 

aid  that  during  federal  central  the  railroads  were  operated 

by  the  same  practical  railroad  men  who  operated  them  before 

and  since  federal  control  and  that  these  operations  were  under 

•ion  of  seven  regional  director*  who  were  among  the 

most  eminent  railroad  men  In  the  country. 

H-  referred  to  the  annual  reports  of  these  regional  direc- 
tors, and  claimed  that  the  quotations  he  made  from  the  reports 
of  these  regional  directors  for  1918  and  1919,  showed  a  vigilant 
and  efficient  performance  of  the  public  service  and  a  satisfac- 
tory handling  of  the  foulness  under  peculiarly  difficult  condi- 
tions. He  mentioned  specially  the  attention  to  Insuring  the 
scheduled  performance  of  p«M«n««i  trains,  the  handling  of  live 
stock,  oil.  and  packing  bouse  products,  etc..  Improvement  In  the 
freight  claim  situation.  In  fuel  economies  and  in  the  methods  of 
the  stores'  departments  handling  materials  and  supplies.  He 
claimed  these  reports  suggested  the  exceptional  degree  of  Initi- 
ative and  energy  displayed  by  the  able  railroad  men  who  were 
charged  with  fleeing  to  the  adequate  performance  of  the  public 
service.  He  emphasised  that  such  evidence  had  the  advantage 
of  viewing  the  whole  situation  and  that  no  adequate  Idea  could 
be  obtained  of  the  results  by  paying  attention  simply  to  extreme 
case*  which  could  not  reflect  the  general  average  of  results 
achieved.  Me  stated  that  each  railroad  was  operated  by 
a  federal  manager  under  general  supervision  of  a  regional  di- 
rector, and  that  .«u«-h  federal  manager  was  an  experienced  rail- 
road man  who  had  generally  been  either  president,  operating 
••ildent  or  general  manager  of  the  same  railroad  prior 

••'!'-r;il  control,  and  had  since  returned  to  the  same  or  a 
ximlliar  position:  and  that  these  federal  managers  were  ex- 

••<!  to  operate  according  to  established  railroad  practices 
subject  to  the  direction  of  regional  director*,  and  subject  to 
th»  pollrle*  of  the  central  administration.  He  said  that  these 
federal  managers  were  absolutely  free  to  select  and  change 
their  subordinate  officers.  Just  as  under  private  control. 

Mr.  Hlnes  then  took  up  the  question  of  efficiency  of  railroad 

labor.     He  Raid  the  true  basis  of  comparison  was  the  number 

of  man  hours  paid  for.  since  the  change  to  the  eight-hour  day 

made  comparison  of  the  number  of  employees  misleading  and 

the   traffic,   units  of   service   per   man   hour  had   increased 

ton  82  to  1915  to  96  In  1917  and  1918  and  to  100  in  1919.  thus 

showing  more  traffic  units  per  man  hour  than  ever  before.     He 

stated   that  with  this  start   the  result  had  been  even  better  In 

920  when   101    traffic   nn!t.«   were   realized   for  each    man   hour 

paid   for      He  Ktiggrxtted   that   1921   ought   to   show  even  better 


results  especially  since  increased  efficiency  was  to  be  expected 
as  unemployment  increased. 

Maintenance  Work  During   Federal  Control 

The  allegations  that  the  railroads  were  turned  back  in  an 
under-maintained  and  broken-down  condition  were  next  dis- 
cussed. Mr.  Mines  said  this  was  a  fiction  representing  extraor- 
dinary distortion  of  the  facts  and  that  if  such  conditions  had 
existed,  the  regional  directors  would  have  been  the  first  to 
know  it  and  to  comment  upon  it.  Me  said  their  reports  could 
be  searched  in  vain  for  anything  indicating  a  broken-down  condi- 
tion of  the  properties,  but  on  the  contrary,  they  showed  the 
properties  had  been  substantially  maintained,  except  for  some 
shortage  of  rails,  ties  and  ballast  upon  some  of  the  railroads. 

He  then  said  that  the  critics  of  the  Railroad  Administra- 
tion's maintenance  policy  seemed  to  take  the  remarkable  posi- 
tion that  the  Railroad  Administration  ought  not  to  place  any 
limitations  upon  the  amount  of  maintenance,  although  every 
railroad  company  makes  it  the  policy  to  limit  its  officers  strictly 
in  the  amount  of  maintenance.  Mr.  Hines  said  it  was  indispens- 
able to  have  a  limitation  to  protect  the  government  and  that  the 
Railroad  Administration  had  adopted  the  perfectly  proper  limi- 
tation that  the  amount  of  maintenance  should  correspond  rea- 
sonably with  the  government's  contract  obligations,  except  in 
circumstances  where  still  more  maintenance  was  necessary  for 
safety,  rfr  in  order  to  do  the  business  satisfactorily. 

Taking  up  equipment  specifically.  Mr.  Mines  said  that  the 
railroad  executives  seemed  to  take  as  a  starting  point  the  idea 
that  their  equipment  was  in  an  ideal  condition  at  the  beginning 
of  federal  control,  but  he  said  this  was  wholly  wrong. 

He  quoted  from  the  testimony  of  President  Rea,  of  the 
Pennsylvania  Railroad  Company  before  the  Interstate  Com- 
merce Commission  In  the  rate  advance  case  In  1917,  in  which 
he  said  Mr.  Rea  said  that  It  had  been  impossible  to  maintain 
passenger  car  equipment,  that  freight  cars  had  been  in  service 
so  continuously  that  comparatively  little  general  repair  work 
had  been  done  and  a  great  many  cars  were  in  need  of  general 
repairs,  but  had  been  kept  in  service  by  patching  and  that  on 
account  of  insufficient  and  Inefficient  labor  the  locomotives  were 
Improperly  prepared  for  road  service  and  would  break  down  en 
route,  and  that  the  Pennsylvania  railroad  system  like  the 
eastern  carriers  as  a  whole,  was  in  a  s!iuutl  m  where  it  had 
had  to  curtail  maintenance. 

Mr.  Hlnes  also  stated  that  Carl  R.  Gray,  now  president 
of  the  Union  Pacific,  transmitted  with  hla  report  for  1918  as 
director  of  the  division  of  operations  In  the  Railroad  Adminis- 
tration, a  report  from  his  mechanical  department,  and  this 
report  stated  that  one  of  the  prime  reasons  why  the  government 
had  to  take  possession  of  the  railroads  was  the  generally  bad 
condition  of  locomotives  and  cars,  which  had  reached  such  a 
point  that  repair  tracks  and  terminals  were  blocked  and  con- 
gested with  bad  order  cars  and  shops  and  roundhouses  were  so 
crowded  with  locomotive*  that  proper  facilities  for  maintaining 
locomotives  were  no  longer  available  and  that  In  addition  there 
was  failure  of  shippers  to  unload  cars  which  needed  repairs,  and 
that  aa  a  result  the  mechanical  departments  were  unable  to 
cope  with  the  situation. 

Mr.  Hlnes  said  that  by  reason  of  the  bad  condition  of 
equipment  at  the  beginning  of  federal  control  and  by  reason 
of  the  heavy  use  to  which  it  had  to  be  subjected  during  the 
war  the  shops  had  been  worked  from  60  to  70  hours  per  week 
until  after  the  armistice,  but  were  then  reduced  to  eight  hours 
per  week;  that  in  the  spring  of  1919  the  federal  managers  on 
account  of  the  slump  In  business  had  reduced  the  shop  hours 
MM*  forces  to  some  extent  and  that  the  number  of  bad  order 
earn  considerably  Increased;  and  that,  on  this  account,  in  June 
Instructions  were  Issued  to  all  the  regional  directors  to  restore 
all  car  repair  forces  to  eight  hours  and  in  August  instructions 
were  issued  to  Increase  the  car  repair  forces  to  nine  hours,  and 
In  September  these  Instructions  were  reiterated  together  with 
the  direction  that  even  If  car  repairs  were  low  on  a  particular 
road  It  should  work  on  repairs  to  cars  from  other  railroads 
when  feasible. 

Mr.  Hlnes  said  that  although  it  was  believed  that  In  view 
of  the  bad  condition  of  equipment  at  the  beginning  of  federal 
control  and  the  heavy  expenditures  upon  It.  the  government  had 
substantially  over-maintained  the  equipment,  yet  in  order  to 
handle  the  business  an  extensive  maintenance  program  was 
carried  on;  but  that  naturally  under  such  circumstances  the 
government  wished  the  maintenance  put  on  equipment  which 
It  could  use.  and  hence  various  Instructions  were  Issued  to 
give  the  preference  to  repairs  which  could  be  made  promptly 
so  that  the  equipment  could  be  speedily  put  In  service  In  order 
to  meet  the  heavy  business  that  developed  In  midsummer  and 
the  fall. 

Mr.  Hlnes  contradicted  a  statement  of  Daniel  Wlllard  to 
the  effect  that  the  Railroad  Administration  had  ordered  a  change 
in  the  standard  of  what  made  a  bad  order  car.  Mr.  Hlnes  said 
that,  on  the  contrary,  the  tests  of  Inspection  were  probably  more 
strict  during  federal  control  than  prior  thereto,  and  In  substan- 
tiation of  this  position  he  quoted  from  a  memorandum  prepared 
In  November,  1919,  by  Mr.  Tatutn.  of  the  Baltimore  &.  Ohio, 
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but  who  during  the  war  was  in  the  mechanical  department  of 
the  Railroad  Administration,  to  the  effect  that  standards  of 
Inspection  were  higher  during  federal  control  than  prior  thereto. 
Mr.  Hlnes  also  said  that  in  the  rate  investigation  before  the 
Interstate  Commerce  Commission  in  1917  Mr.  Willard  had 
shown  that  under  private  management  the  railroad  companies 
were  given  preference  to  repairs  which  could  speedily  be  made, 
in  order  to  get  cars  quickly  back  into  service  rather  than  to 
make  heavy  repairs,  and  said  this  was  precisely  what  Mr.  Wil- 
lard was  attempting  to  condemn  the  railroad  administration 
for  doing. 

Mr.  Hines  said  that  the  effect  of  his  advices  at  the  end 
of  federal  control  was  that  at  that  time  locomotives  were  in 
distinctly  better  condition  than  at  the  beginning  and  that  the 
condition  of  freight  cars  would  compare  favorably  with  the 
condition  at  the  beginning.  He  emphasized  that  it  must  be 
remembered  that  both  locomotives  and  freight  cars  were,  gen- 
erally speaking,  in  an  exceedingly  poor  condition  at  the  begin- 
ning of  federal  control  and  in  a  poorer  condition  in  fact  than 
was  indicated  by  statistics  since  the  congestion  and  exceedingly 
abnormal  conditions  kept  both  locomotives  and  cars  from  being 
classed  as  needing  repairs  when  they  really  ought  to  have  been 
so  classed. 

Mr.  Hines  also  pointed  out  that  within  four  months  aftef 
the  return  to  private  control  and  without  any  marked  improve- 
ment in  the  condition  of  locomotives  or  cars  as  compared  with 
the  end  of  federal  control,  the  railroads  began  to  handle  the 
greatest  volume  of  business  that  they  had  handled  at  any  time, 
doing  this  under  tBe  direction  of  the  Interstate  Commerce 
Commission,  and  said  that  such  very  heavy  performance  would 
have  been  impossible  if  the  equipment  had  been  in  the  hopeless 
condition  .which  was  implied  by  the  extreme  criticisms  which 
some  railroad  executives  had  offered. 

As  to  maintenance  of  way  and  structures,  Mr.  Hines  ex- 
plain'ed  that  careful  studies  were  made  so  as  to  enable  the  gov- 
ernment to  control  the  maintenance  according  to  its  contract 
obligation.  He  pointed  out  that  the  complaints-  offered  to  the 
limitations  placed  on  maintenance  rested  necessarily  on  the 
untenable  position  that  the  government  should  have  left  the 
maintenance  at  the  unlimited  discretion  of  the  regional  directors 
and  federal  managers.  He  said  that  aside  from  a  temporary 
limitation  for  the  month  of  June,  which  was  designed  to  get 
control  of  •  the  situation,  the  limitation  was  simply  to  conform 
to  the  contract  obligation.  He  maintained,  however,  that  in 
doubtful  cases  it  was  better  to  fall  somewhat  short  of  the 
contract  obligation  rather  than  to  exceed  it,  because  the  con- 
tract expressly  gave  the  corporation  a  claim  for  the  shortage 
and  did  not  expressly  give  the  government  a  correspondingly 
clear  claim  for  the  excess.  He  indicated  that  there  had  been 
some  shortage  as  to  rail,  crossties  and  ballast  on  some  railroads, 
although  this  has  been  greatly  exaggerated  in  general  discussion, 
because  the  extreme  cases  were  discussed  and  were  erroneously 
assumed  to  apply  to  the  entire  country.  He  said  these  shortages 
could  be  computed  and  considered  in  the  settlement. 

He  said  that  the  notion  that  the  railroads  were  broken  down 
was  wholly  contrary  to  the  facts  and  to  the  reports  of  the 
regional  directors,  and  was  shown  to  be  false  by  the  phenomenal 
traffic  which  was  successfully  handled  in  1920  with  the  assist- 
ance of  the  Interstate  Commerce  Commission. 

Mr.  Hines  also  said  that  it  was  a  mistake  to  assume  that 
the  railroads  were  in  satisfactory  condition  at  the  beginning 
of  federal  control  and  quoted  from  the  testimony  of  Presidents 
Rea  and  Willard  before  the  Interstate  Commerce  Commission 
in  1917  to  show  that  there  was  substantial  deferred  mainte- 
nance, that  labor  was  less  efficient,  with  a  much  greater  turn- 
over, and  that  the  track  and  buildings  were  below  normal  and 
proper  maintenance. 

Administration's  Labor  Policies 

Mr.  Hines  concluded  his  direct  statement  to  the  committee 
at  the  afternoon  session  of  January  24. 

"I  will  turn  now,"  said  Mr.  Hines,  "to  the  labor  policies  of 
the  Railroad  Administration.  Critics  of  these  policies  neces- 
sarily imply  that  these  should  have  been  left  as  they  were 
before  the  war,  but  this  was  impossible  because  wages  were 
known  to  be  low  and  relations  between  managements  and  em- 
ployes were  decidedly  strained  and  getting  more  so.  The  Rail- 
road Administration  was  called  upon  to  assume  responsibility 
and  to  unify  control  and  it  had  to  adopt  a  policy.  The  critics 
offer  no  policy  except  the  impossible  one  of  leaving  things  as 
they  were." 

Mr.  Hines  characterized  as  "extraordinary"  the  apparent 
position  of  various  critics  that  the  railroad  managers  should 
have  continued  to  have  the  final  say  as  to  all  questions  of  dis- 
cipline. He  said  the  government  could  not  tell  the  employes 
they  must  not  strike  because  conditions  had  changed  and  they 
were  working  for  the  government  and  at  the  same  time  leave 
them  subject  to  the  same  railroad  managers  without  any  super- 
vision whatever  by  the  government 

He  said  the  necessity  for  government  supervision  was  so 
obvious  that  the  practical  railroad  men  in  the  railroad  adminis- 
tration promptly  sanctioned  the  creation  of  the  boards  of  ad- 


justment and  these  were  created  by  agreements  between  the 
regional  directors  and  the  representatives  of  organized  labor. 
The  agreements  covering  the  boards  of  adjustment  Nos.  1  and  2, 
dealing  respectively  with  the  train  and  engine  men  and  with 
the  shop  crafts,  was  signed  by  Regional  Directors  Smith,  Aish- 
ton  and  Markham,  and  the  agreement  covering  Board  No.  3, 
dealing  with  the  telegraphers,  railway  clerks,  maintenance  of 
way  employes  and  the  switchmen's  union,  were  signed  by  all 
seven  of  the  regional  directors.  Mr.  Hines  said  he  understood 
all  these  agreements  had  the  approval  of  Mr.  Gray,  director  of 
the  division  of  operations,  and  now  president  of  the  Union 
Pacific. 

Mr.  Hines  said  that  he  had  never  heard  any  suggestion 
that  any  better  method  could  have  been  selected  for  the  dis- 
charge by  the  government  of  its  responsibility  in  this  matter 
than  the  method  provided  by  these  agreements  entered  into  by 
the  regional  directors.  He  also  said  he  believed  these  agree- 
ments constituted  an  important  and  beneficial  precedent  in  deal- 
ing with  the  railroad  labor  problems  of  the  country  and  that 
this  was  true  whether  such  boards  of  adjustment  in  the  future 
were  local  or  national. 

Proceeding  with  questions  as  to  wages  and  working  condi- 
tions, Mr.  Hines  said  that  in  the  latter  part  of  federal  control 
there  had  been  much  criticism  of  the  excessive  general  level 
of  railroad  wages  and  of  the  excessive  number  of  railroad  em- 
ployes, but  .after  the  return  to  private  control,  the  Labor  Board 
had  shown  that  the  general  level  of  wages  during  federal  con- 
trol was  not  excessive  by  approving  a  further  increase  of  over 
$600,000,000  per  year  and  the  railroad  executives  had  shown 
that  the  number  of  employes  was  not  due  to  political  considera- 
tions, because  of  1920  they  increased  the  number  of  employes 
by  118,000,  and  it  then  came  to  be  more  clearly  realized  that  the 
Director-General  was  right  in  explaining  the  increase  in  the 
number  of  employes  was  due  to  the  eight-hour  day  and  did  not 
mean  that  the  railroads  had  to  pay  for  an  increased  number  of 
hours. 

Mr.  Hines  said  that  numerous  comments  had  been  made 
upon  specific  instances  of  excessive  pay  and  said  no  doubt 
among  nearly  two  million  employes  there  would  be  a  consider- 
able number  of  cases  of  this  sort,  but  that  these  cases  were  not 
typical,  and  it  was  precisely  their  extreme  character  which 
had  caused  them  to  be  so  widely  discussed.  He  said  that  no 
estimate  had  been  made  to  show  what  percentage  such  cases 
amounted  to  of  the  total  labor  cost,  but  he  believed  it  was 
negligible,  although  naturally  such  cases  should  and  doubtless 
will  be  readjusted  by  rearrangement  of  work,  if  necessary, 
change  in  classification. 

Mr.  Hines  said  when  he  became  Director-General  in  1919 
there  was  pronounced  unrest  on  the  part  of  railroad  labor  and 
all  other  labor,  both  on  account  of  the  continued  increase  in  the 
cost  of  living  and  on  account  of  disparities  between  railroad  labor 
and  other  labor  and  between  different  classes  of  railroad  labor. 
He  said  that  "we  were  in  a  vicious  upward  spiral  where  every 
increase  in  wages,  rates  or  prices  tended  to  increase  the  cost 
of  living,  and  create  new  demands,"  and  he  decided  to  do  all  in 
his  power  to  keep  railroad  wages  and  rates  on  their  existing 
level  .and  that  consequently  he  declined  to  make  any  general 
increase  in  wages,  but  that  at  the  same  time  the  numerous  com- 
plaints as  to  inequalities  could  not  be  ignored  and  he  indicated 
he  would  correct  inequalities  and  he  also  decided  it  was  rea- 
sonable to  express  in  the  form  of  agreements  for  the  period  of 
federal  operation  the  rules  and  working  conditions  which  the 
government  was  willing  to  adopt. 

He  said  that  in  his  opinion  this  course  involved  far  less  cost 
than  would  have  been  involved  in  a  general  increase  in  wages 
and  that  from  all  the  information  then  before  him,  he  believed 
it  was  the  course  most  in  the  interest  of  the  public  and  was 
just  and  reasonable  from  the  standpoint  of  labor,  since  general 
wage  increases  would  simply  have  stimulated  the  increase  in 
the  cost  of  living  and  would  have  made  the  day  of  readjustment 
more  difficult  than  ever,  and  since  he  believed  a  reasonable 
delay  would  avert  the  increase  through  the  cost  of  living  coming 
down — which  would  be  a  solution  far  more  in  the  interest  of  the 
public  and  of  labor. 

Before  discussing  specifically  the  national  agreements,  Mr. 
Hines  spoke  of  an  incident  in  February,  1920,  bearing  on  the 
labor  situation.  He  said  he  then  explained  to  'the  railroad  ex- 
ecutives the  acute  character  of  the  labor  situation  which  would 
confront  them  on  return  to  private  control,  and  the  danger  that 
the  regular  labor  leaders  would  lose  their  control  over  their 
organizations,  and  he  suggested  the  advisability  of  considering 
entering  into  agreements  for  boards  of  adjustment  in  order  to 
strengthen  the  hands  of  the  leaders  in  controlling  the  situation 
through  the  difficult  crisis  which  was  impending,  especially  with 
a  view  to  avoiding  extensive  unauthorized  strikes.  Mr.  Hines 
added  that  he  did  not  understand  any  such  action  was  taken. 

National  Agreements  Discussed 

Taking  up  the  national  agreement  with  the  shopcrafts, 
which  was  signed  September  20,  1919,  and  made  effective  Octo- 
ber 20,  Mr.  Hines  said  there  were  numerous  important  miscon- 
ceptions tending  to  confuse  the  committee,  particularly  the  no- 
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tion  that  this  national  agreement  accounted  for  a  very  large 
part  of  the  heavy  Increase  of  $345,000,000  in  the  cost  of  main- 
tenance of  equipment  in  1920  as  compared  with  1919.  He  Bald 
that  contrary  to  the  implications  on  the  part  of  many  of  the 
critics  of  this  agreement,  the  rules  involving  possibility  of 
relatively  great  increases  in  cost  had  not  been  put  Into  effect 
by  the  agreement  but  had  been  in  effect  throughout  the  year 
1919.  He  said  that  the  recognition  of  the  Shopcrafts  Organi- 
zations and  the  handling  of  grievances  by  Board  of  Adjustment 
No.  2  were  already  in  effect  in  1918. 

The  points  most  discussed  by  critics  before  the  committee 
and  in  the  press,  he  said,  were  the  standardization  of  pay  and 
classification  of  work,  resulting  in  making  rates  of  pay  uniform 
throughout  the  country  and  defining  work  so  that  It  might  be 
necessary  for  employes  of  several  classes  to  work  on  the  same 
Job  though  a  small  one.  He  said  these  provisions  of  the  na- 
tional agreement  were  almost  identical  in  language  with  the 
General  Order  issued  July  25,  1918,  and  hence  they  were  in 
effect  throughout  1919  and  could  not  account  for  the  Increased 
expense  in  1920,  and  the  same  was  true  as  to  time  and  a  half 
for  overtime  over  eight  hours  and  for  all  time  on  Sundays  and 
holidays.  He  said  that  there  had  also  been  much  comment  on 
the  elimination  of  piece  work  but  that  this  did  not  originate 
with  the  national  agreement  but  resulted  from  instructions  In 
December,  1918. 

He  also  said  that  numerous  railroad  companies  had  agree- 
ments similar  to  the  national  agreement  prior  to  federal  control, 
this  being  particularly  true  of  the  railroads  in  the  Southeast, 
Including  Atlantic  Coast  Line,  Norfolk  It  Western  and  Southern 
Railway  and  numerous  others,  and  that  agreements  containing 
numerous  similar  provisions  were  In  effect  on  many  Southwest- 
ern and  Northwestern  railroads,  and  also  that  rules  on  many 
other  railroads  established  many  of  the  principles  contained  in 
the  national  agreement.  He  said  that  in  order  to  show  the 
bearing  of  this  national  agreement  upon  the  Increase  of  costs 
in  1920  over  1919.  It  would  have  been  necessary  to  eliminate  the 
qnestions  of  standardization,  classification,  time  and  a  half  and 
piece  work  on  all  railroads  and  also  to  eliminate  operations  on 
a  great  many  railroads  to  the  extent  that  they  had  similar  pro- 
visions before  federal  control,  and  that  the  result  would  have 
been  so  to  narrow  the  effect  of  the  national  agreement  as  to 
force  the  railroad  executives  to  omit  the  national  agreement 
as  a  leading  explanation  for  the  increase  of  1920  over  1919. 

Mr.  Hines  claimed  that.  In  his  opinion,  as  a  matter  of 
principle,  it  was  right  and  proper  to  establish  by  agreement  a 
code  of  rules  to  protect  the  employes;  that  the  railroad  com- 
panies themselves  had  done  this  long  before  as  to  train  and 
••Cine  men  and  many  of  them  had  done  so  a*  to  the  shopcrafts. 
H0  explained  that  as  to  procedure  the  provisions  of  great  rela- 
tive Importance,  from  a  pecuniary  standpoint,  were  already 
in  effect  and  that  all  the  provisions  were  considered  and  heartily 
refnMimwIa*  by  W.  T.  Tyler,  director  of  the  division  of  opera- 
tions, formerly  with  the  Frisco  and  Northern  Pacific  and  subse- 
quently vie*  president  of  the  Northern  Pacific,  who  bad  super- 
vision of  the  negotiation  and  was  in  dally  contact  with  It  and 
who  bad  the  benefit  of  the  advice  of  both  the  management  and 
labor  members  of  the  Railroad  Administration's  board  of  wages. 
Mr.  Mines  claimed  that  these  facts  substantially  contradicted  the 
misleading  statements  by  representatives  of  the  organization  of 
railway  executives  to  the  effect  that  he  had  signed  an  agree- 
ment gotten  up  solely  by  representatives  of  organized  labor. 

Mr.  Hines  stated  that  conditions  leading  to  the  making  of 
other  national  agreements  wert  not  dissimilar,  and  that  as  to 
them  the  basic  conditions  of  the  eight-hour  day,  standardization, 
seniority,  and  handling  of  grievance*  through  the  organization 
having  been  settled  In  1918.  He  said  he  granted  time  and  a 
half  for  overtime  after  fight  hours  to  the  maintenance  of  way 
employes  and  to  the  clerks  with  a  view  to  equalising  what  had 
already  been  done  as  to  other  classes  of  employes  in  1918  and 
the  estimated  cost  of  these  matters  was  $25.000,000  per  year. 
He  explained  that  he  also  granted  time  and  a  half  for  overtime 
after  fight  hours  to  train  and  engine  men  in  road  freight  senr- 

belleving  this  was  fair  and  reasonable  as  a  matter  of  equali- 
zation and  as  a  substitute  for  Increasing  wages  In  any  other 
form;  that  this  admitted  of  the  elimination  of  numerous  arbi- 
trary allowance*  In  the  agreements  which  the  railroad  companies 
had  had  for  many  years  with  the  train  and  engine  mm.  and 
that  th-  net  cost  was  estimated  to  be  about  $88.000.000  per  year. 
al'l  that  no  national  agreement  was  made  with  the  train 
and  engine  men  and  that  the  eight-hour  day  had  been  estab- 
lished for  them  by  the  Adamson  Act. 

It  seamed  desirable.  Mr.  Hines  said,  to  state  the  facts 
bearing  upon  the  question  of  making  an  Increase  In  rates  In 
1911.  since  most  of  the  comment  on  that  subject  appeared  to 
be  made  without  knowledge  of  the  facts.  He  explained  that 
thp  entire  deficit  of  Class  1  railroads  In  Federal  control  up  to 
October  1,  1919.  was  W80.000.000  and  would  have  been  elimi- 
nated If  the  rate  Increases  which  took  effect  In  June.  1918.  could 
have  take*  effect  January  1,  1918.  This  conntltuted  a  striking 
parallf!  to  the  condition  In  1920,  when  practically  the  entire 
deficit  nf  about  11,000,000.000  for  the  twelve  months  could  have 


been  avoided  if  the  rate  increase  had  taken  effect  at  the  begin- 
ning of  the  year,  instead  of  in  September.  But  the  necessary 
delay  in  the  effective  date  of  the  Increase  in  1920  was  not  re- 
garded as  a  reason  for  an  additional  increase.  Another  striking 
parallel  existed  between  the  first  six  months  of  1919  and  the 
twelve  months  of  1921,  in  that  in  both  these  periods  the  failure 
to  pay  in  full  the  contract  rental  or  the  statutory  return  was 
largely  due  to  a  slump  in  business,  but  no  one  claimed  that 
there  should  be  a  further  increase  in  rates  on  account  of  the 
slump  in  business,  he  said. 
Continuing,  he  said: 

By  reason  of  these  conditions,  so  similar  to  subsequent  happen- 
ings, and  because  of  the  impracticability  of  an  accurate  estimate  of 
operating  cost  on  the  basts  of  normal  traffic,  there  was  no  plausible 
oasis  for  an  additional  rate  increase  in  the  early  part  of  1919. 

Congress  certainly  manifested  entire  lack  of  sympathy  with  a 
further  rate  increase  because  it  repealed  the  Director  General's  right 
to  put  rates  Into  effect  without  suspension  by  the  Interstate  Com- 
merce Commission,  removed  any  presumption  of  reasonableness  at- 
tached to  rate  Increases  made  by  him.  and  also  prohibited  any  increase 
in  Intrastate  rates  without  consent  of  State  Commissions.  While  this 
bill  was  vetoed  by  President  because  subjecting  the  federal  power 
to  the  power  of  the  states,  it  was  clearly  understood  that  the  other  fea- 
tures of  the  legislation  would  be  adopted  If  rate  Increases  were  at- 
tempted. 

Am  a  result  any  rate  increase  In  1919  would  have  consumed  sev- 
eral months  because  the  Commission  naturally  would  not  have  as- 
sumed the  greater  responsibility  which  the  proposed  legislation  would 
have  Imposed  upon  It  except  after  thorough  investigation. 

\Vhen»suggestlons  for  a  rate  Increase  became  Insistent  In  summer 
of  191).  It  was  evident  they  could  not  be  made  effective  much.  If  any. 
before  the  return  of  the  railroads  to  private  control  which  the 
President  had  announced  would  be  on  December  31. 

The  Director-Oeneral  was  unwilling  In  such  conditions  to  attempt 
to  make  a  rate  Increase  which  would  be  practically  entirely  for  the 
benefit  of  private  management,  especially  since  the  statutory  power 
to  make  an  Increase  seemed  to  contemplate  that  It  would  be  for  the 
purpose  of  paying  operating  costs  and  rental  during  the  period  of  oper- 
ation by  the  government  as  a  unified  system.  In  any  event,  such  an 
increase  would  not  have  met  conditions  after  return  to  private  con- 
trol because  the  return  contemplated  by  the  statute  was  $200,000.000 
more  than  the  rental  payable  by  the  government.  In  addition  the 
Increase  In  traffic  made  such  favorable  showing  In  July.  August  and 
September.  1(19,  that  only  five  per  cent,  or  at  most  ten  per  cent. 
Increase  In  freight  rates  appeared  necessary  to  meet  all  conditions 
other  than  those  of  further  wage  Increase  and  yet  after  return  of 
private  control  the  railroads  estimated  they  needed  about  1900.000.000 
Increase,  aside  from  wage  Increases.  Hence  In  any  event  a  second 
Increase  would  be  necessary  after  the  return  to  private  control  and 
It  was  clear  that  two  different  Increases  would  be  so  disturbing  as 
to  be  seriously  contrary  to  the  public  Interest.  Indeed,  If  a  rate 
Increase  had  been  made  effective  say  In  December.  1919,  It  Is  prob- 
able that  public  antagonism  would  have  bee»  so  aroused  as  to  make 
the  further  Increase  necessary  on  the  return  to  private  control  Im- 
practicable. 

Moreover,  the  government  could  not  exercise  Its  powers  to  Increase 
rates  for  the  real  benefit  of  the  private  managements  and  at  the  same 
time  decline  to  exercise  Its  power  to  Increase  wages  for  the  benefit 
of  railroad  labor,  especially  since  the  Increase  In  rates  would  have 
Increased  the  cost  of  living,  as  all  prices  were  still  rising. 

Mr.  Mines  said  that  he  was  thoroughly  convinced  that  a 
rate  Increase  under  such  conditions  would  be  contrary  to  the 
public  Interest,  would  be  detrimental  rather  than  helpful  to  the 
railroad  companies  themselves  and  Instead  of  promoting  rail- 
road credit  would  have  been  Injurious  to  It. 

Mr.  Hines  stated  that  the  criticism  expressed  by  some  rail- 
road executives  both  as  to  wages  and  rates  arose  from  the 
entire  freedom  of  responsibility  on  their  part  for  meeting  these 
problems  during  the  period  of  federal  control.  He  said  that. 
translated  Into  practical  terms,  what  their  contention  amounted 
to  was  that  the  Director-General  In  the  last  days  of  federal 
control  should  have  made  increases  In  wages  amounting  to  over 
$600.000.000  per  annum  so  as  to  avoid  the  necessity  for  wage 
increases  by  the  Labor  Board  and  should  have  made  Increases 
In  rates  amounting  to  about  $1.400.000.000  per  annum  so'H  would 
b*  vjsWeceasary  for  the  Interstate  Commerce  Commission  to 
make  Increases  In  rates.  Mr.  Hines  said  the  members  of  the 
committee  were  sufficiently  familiar  with  conditions  existing  in 
1919  to  know  that  such  action  by  the  Director  General,  fore- 
stalling action  by  the  duly  established  peace  time  agencies, 
would  have  been  utterly  impossible  and.  if  possible,  would  have 
deserved  unsparing  condemnation. 

In  discussing  general  financial  results  of  federal  control,  Mr. 
Hines  said  two  separate  purposes  must  be  clearly  distinguished. 
One  purpose  was  to  ascertain  the  total  appropriations  which 
Congress  had  made  and  would  have  to  make  and  that  this 
purpose  called  for  consideration  of  every  character  of  expense 
connected  with  federal  control.  But  he  said  the  purpose  pri- 
marily related  to  the  Senate  inquiry  was  entirely  distinct  and 
was  the  purpose  of  comparing  the  federal  operation  of  the 
class  I  railroads  with  the  private  operation  of  those  same 
railroads,  and  for  this  purpose  there  were  numerous  expenses 
Incurred  by  the  government  which  had  no  bearing  whatever 
and  that  only  those  expenses  should  be  considered  which  were 
embraced  in  the  operating  costs  as  defined  by  the  Commis- 
sion's accounting  rules.  He  pointed  out  that  operating  statistics 
of  class  I  railroads  under  private  operation  were  not  charged 
with  differences  between  quantities  of  materials  in  the  In- 
ventories on  the  first  and  last  of  the  year  or  for  loss  on  addi- 
tions and  betterments  made  for  special  purposes,  or  for  ex- 
penses of  Inland  waterways  or  of  short  line  railroads,  or  addi- 
tional compensation  for  non-contract  railroads,  or  for  deferred 
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maintenance,  or  for  other  items  outside   of  regular  operating 
costs. 

He  explained  that  none  of  these  matters  had  any  proper 
relation  to  a  comparison  of  operating  results  of  class  I  railroads 
under  private  control  and  federal  control  and  that  for  the  pur- 
pose of  a  fair  comparison  the  entire  deficit  for  the  twenty-six 
months  of  federal  control  for  the  class  I  railroads  was  the 
excess  of  the  rental  over  the  net  railway  operating  income  and 
that  therefore  this  deficit  was  about  $714,000,000  for  the  twenty- 
six  months,  as  compared  with  about  one  billion  dollars  on 
the  same  basis  for  the  first  twelve  months  of  private  operation. 
But  he  said  that  was  not  a  satisfactory  basis  for  comparison 
because  it  depended  so  largely  upon  the  level  of  rates  and  the 
dates  when  rate  increases  became  effective  and  that  the  true 
basis  of  comparison  should  be  the  total  cost,  which  consists  of 
total  operating  expenses,  tax  accruals,  etc.  That  on  this  basis 
the  total  cost  of  operating  class  I  railroads  was:  In  1917, 
$3,080,000,000;  in  1918,  $4,240,000,000;  in  1919,  $4,690,000,000;  in 
1920,  $6,109,000,000. 

Former  Board  Member  Heard 

Henry  T.  Hunt,  former  member  of  the  public  group  of  the 
Railroad  Labor  Board,  testifying  before  the  Senate  interstate, 
commerce  committee,  January  25,  urged  employe  representation 
on  boards  of  directors  of  railroads  as  one  means  of  promoting 
better  relations  between  the  employes  and  the  management.  Tak- 
ing as  his  text  the  statement  made  before  the  committee  by  A.  H. 
Smith,  president  of  the  New  York  Central,  that  "95  per  cent  of 
this  railroading  is  human,"  the  witness  said  railroad  operation 
was  rather  a  problem  of  men  than  money,  esprit  de  corps  than 
wages,  but  that  a  well-fed  army  fought  and  worked  better  than 
a  starved  one. 

"The  railroad  corps  is  none  too  fat  and  it  is  sullen,"  said 
he.  "Managers  and  men  mutter  against  each  other.  Also  they 
shell  each  other  with  newspaper  barages.  Preparation  for  open 
warfare  is  proceeding.  Yet  the  agenda  of  the  conferences  con- 
sidering the  railroad  problem  compromise  only  the  dollar  side 
of  government  and  individual  operation.  The  attention  of  the 
authorities  with  power  to  act  is  on  finance  rather  than  on  human 
relations.  Managers  in  contact  with  their  personnel  as  well  as 
public  officers  .familiar  with  railroad  labor  know  certainly  that 
efficient  operation  and  hostility  can  not  coexist,  that  the  im- 
minent combat,  economic  or  legal,  will  not  bring  peace  but  only 
an  armistice.  Measures  toward  making  cooperation  a  fact  alone 
will  tend  to  produce  the  state  of  mind  essential  to  efficiency." 

Mr.  Hunt  said  the  remedy  of  the  railroad  managements  was 
wage  rate  reduction.  He  said  railroad  employes  were  not  over- 
paid and  were  not  fairly  paid  until  after  the  Labor  Board's  de- 
cision in  July,  1920. 

The  interests  of  the  employes,  he  said,  although  substan- 
tially the  interest  of  the  company,  are  seldom  carefully  weighed. 
He  said  it  was  often  that  thousands  were  laid  off  without  warn- 
ing because  "a  sudden  reduction  of  traffic  and  an  interest  pay- 
ment occur  together." 

"When  thus  laid  off  on  grounds  of  alleged  economy  and  their 
own  budgets  thrown  into  disorder,"  said  he,  "they  often  see  their 
company  spend  great  sums  in  offense  or  defense  against  compet- 
ing railroads,  such  as  in  purchases  to  get  a  business  belonging  to 
another  railroad  or  to  barricade  itself  against  a  competitor's  at 
tack.  They  observe  that  expensive  propaganda  against  labor  or- 
ganization or  government  ownership  proceeds.  They  know  that 
such  expenditures  do  not  add  to  the  aggregate  of  railroad  ability 
to  serve  traffic  and  that  they  have  the  effect  of  starving  the  plant 
and  equipment  of  the  railroad  as  well  as  themselves.  A  lack  of 
confidence  in  managerial  sincerity  and  a  feeling  of  bitterness  re- 
sults. 

"Distrust  or  hostility  raise  cost.  For  years,  strikes  and 
threats,  propaganda  and  counter  propaganda,  expressing  the 
animosity  between  management  and  workmen  have  disturbed 
business,  reduced  railroad  efficiency,  increased  their  expenses, 
impaired  their  credit  and  wearied  the  American  people." 

The  witness  said  the  solution  lay  in  ascertaining  causes  and 
removing  them. 

"Railroad  managers  this  year  laid  off  for  extended  periods 
hundreds  of  thousands  of  shopmen,  maintenance  of  way  and 
other  employes  whose  services  were  essential  to  economical  and 
efficient  operation,"  said  he.  "They  were  laid  off  usually  because 
current  income  was  insufficient  to  meet  an  interest  or  dividend 
payment.  This  practice  is,  of  course,  wasteful  to  the  property, 
It  often  has  been  due  to  lack  of  freight  and  bad  planning  or  dis- 
sipation of  resources.  It  always  visits  its  results  on  railroad 
workmen  in  the  form  of  poverty  and  misery.  It  heavily  impairs 
the  benefits  of  fair  and  just  wage  rates  decided  on  by  the  Labor 
Board.  The  employes  feel  that  what  Congress  has  labelled  bread 
has  turned  out  to  be  a  stone." 

Mr.  Hunt  referred  favorably  to  the  recommendations  made 
by  the  National  Association  of  Owners  of  Railroad  Securities  for 
securing  economies  in  railroad  operation.  He  said  there  was 
propaganda  urging  wage  reductions  which  Ignored  the  factor  of 
interruption  to  employment  and  that  this  propaganda  was  de- 
signed to  produce  a  public  opinion  which  would  overawe  the  La- 
bor Board  and  induce  It  to  decide  on  wage  rates  that  are  less 


than  just  and  reasonable  when  the  factor  of  unemployment  is 
included. 

"A  bribe  is  dangled  before  the  public  in  the  promise  to  re- 
duce freight  rates  if  wage  rate  reductions  are  secured  from  the 
Labor  Board,"  said  he.  "Thus  it  is  attempted  to  bring  the  pres- 
sure of  farmers,  manufacturers  and  consumers  on  the  Labor 
Board  to  coerce  it  into  deciding  not  on  just  and  reasonable  rates 
of  wage  but  such  rates  as  will  enable  present  practices,  wasteful 
in  part,  to  be  maintained  and  yet  provide  increased  operating  in- 
come. The  dogma  is  also  that  lower  wage  rates  will  enable  the 
earning  of  greater  profits  and  thus  attract  necessary  credit 
whereby  the  railroad  plant  may  be  made  efficient  and  freight 
and  passenger  rates  reduced.  The  fact  is  that  efficiency  and 
economy  will  be  furthered  not  by  another  reduction  of  compen- 
sation, already  low  in  many  instances  by  reason  of  interruptions 
to  employment,  but  rather  by  more  strenuous  and  more  general 
effort  to  eliminate  all  waste  reasonably  possible  together  with  the 
provision  of  necessary  credit.  Employment  may  thus  be  made 
more  nearly  continuous  and  just  compensation  provided.  Econ- 
omy of  railroad  operation  will  not  be  produced  by  greater  dis- 
satisfaction of  the  personnel." 

Mr.  Hunt  said  the  most  effective  measure  with  respect  to 
improvement  of  relations  between  management  and  employe 
would  be  the  providing  of  machinery  whereby  employes  could 
participate  in  policy  decisions  and  share  in  economies  produced 
in  part  by  their  efforts. 

He  urged  amendment  of  the  transportation  act  so  that  pro- 
vision would  be  made  for  a  national  service  corporation  such  as 
recommended  by  the  security  owners  and  by  making  cooperation 
compulsory. 

J.  F.  Anderson,  vice  president  of  the  International  Associa- 
tion of  Machinists,  said  that  the  allegations  that  the  rules  and 
national  agreements  had  caused  unnecessary  expense  were  not 
true.  He  said  the  railroads  submitted  extreme  cases  to  discredit 
the  agreements — that  some  of  the  instances  cited  were  true,  oth- 
ers were  partly  true  and  some  wholly  ficticious.  He  submitted  a 
detailed  statement  covering  replies  to  each  allegation  of  the  rail- 
roads with  regard  to  the  national  agreements. 

J.  J.  Dermondy,  fourth  vice  president  of  the  Order  of  Rail- 
road Telegraphers,  read  a  statement  prepared  by  E.  J.  Manion, 
president  of  the  order.  He  said  the  operators  were  underpaid 
before  the  war  and  that  therefore  the  percentage  increases  since 
appeared  large. 

William  G.  McAdoo,  former  Director-General,  will  appear  be- 
fore the  committee  February  1. 


NEW  WORKING  RULES  FOR  CLERKS 

About  300,000  clerks,  freight  handlers,  and  station  employes 
are  affected  by  the  new  rules  promulgated  by  the  Labor  Board, 
January  23,  for  application  on  railroads  that  have  failed  to  meet 
with  agreement  with  employes  of  those  classes  on  various  ques- 
tions. In  general,,  the  rules  follow  closely  those  contained  in 
the  national  agreement,  but  important  changes  have  been  made 
in  classification  and  in  the  hours  of  service.  In  the  latter  re- 
spect changes  have  been  made  which,  it  is  estimated,  will  save 
the  railroads  about  $50,000,000  annually. 

Under  the  national  agreement,  eight  hours  of  consecutive 
work  constituted  a  day  and  all  time  over  that  amount  was  paid 
for  at  one  and  a  half  times  the  regular  rate  of  pay.  As  in  the 
case  of  the  maintenance  of  way  rules,  the  board  in  the  clerks' 
rules  has  preserved  the  "principle  of  the  eight-hour  day,  but 
prescribed  that  punitive  overtime  shall  be  paid  only  after  the 
ninth  hour.  The  rules  also  provide  that  the  eight  hours  of 
work  may  be  spread  over  twelve  hours  of  actual  time,  that  the 
employe's  lunch  hour  may  be  set  anywhere  between  the  fourth 
and  the  seventh  hour,  that  Sunday  and  holiday  work,  when 
notice  is  previously  given,  is  to  be  performed  at  regular  rates 
of  pay,  and  that  an  employe  called  for  special  service  is  to  re- 
ceive a  minimum  of  two  hours'  pay. 

Only  four  members  of  the  board  signed  the  report  without 
qualifications.  Those  were  the  three  public  members  and  W.  L. 
McMenimen,  one  of  the  labor  group,  nominated  to  the  board  by 
the  trainmen's  brotherhoods.  A.  W.  Wharton,  labor  member 
and  former  president  of  the  railroad  section  of  the  A.  F.  of  L., 
dissented  in  part,  condemning  particularly  those  parts  of  the 
rules  that,  in  his  opinion,  violated  the  eight-hour-day  principle. 
The  three  railroad  members  of  the  board  collaborated  in  a  dis- 
sent in  which  they  urged  the  necessity  for  the  board's  going  all 
the  way  back  to  pre-war  rules.  They  pointed  out  that,  at  that 
time,  clerks  were  paid  on  a  monthly  basis  which  included 
all  extra  and  overtime  work  done  during  that  period,  and  that 
freight  handlers  generally  worked  ten  hours  a  day.  Three  of 
the  concurring  members  answered  the  dissent  in  a  lengthy  brief, 
in  which  statistics  were  introduced  in  an  attempt  to  refute  the 
statements  of  the  railroad  group.  H.  W.  Phillips,  labor  member, 
ha-s  been  absent  from  Chicago  for  some  time,  owing  to  illness  in 
his  family,  and  took  no  part  in  the  proceedings. 

PACIFIC  CAR  DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  Novem- 
ber, 1921,  shows  13,414  cars  held  overtime — a  percentage  of  08.38 
— as  against  12,665  cars — a  percentage  of  06.95 — for  Novem- 
ber, 1920. 
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REGIONAL  LABOR  CONFERENCES 

The  re-establishment  of  regional  conferences  to  handle  dis- 
putes between  the  railroads  and  the  train  service  brotherhoods 
was  decided  on  by  representatives  of  most  of  the  class  I  roads, 
at  a  meeting  of  the  Association  of  Railway  Executives,  in  Chi- 
cago, January  21.  Three  of  these  conferences,  it  was  decided, 
would  be  established  at  once,  one  in  the  east,  one  in  the  south- 
east and  one  in  the  west,  to  handle  all  disputes  with  the  four 
train  service  brotherhoods,  which  number  nearly  one-fourth  of 
all  the  railroad  employes.  In  making  a  statement,  after  the 
meeting.  Chairman  Cuyler  said  there  had  been  no  change  in 
the  announced  policy  of  the  association  to  reduce  expenses  as 
soon  as  possible,  and  to  pass  the  reductions  on  the  public  In 
lowered  rates.  The  statement  read  as  follows: 

"On  Monday,  January  16,  Secretary  Hoover  issued  a  state- 
ment referring  to  an  informal  meeting  held  In  Washington  on 
that  date  between  some  of  the  railway  executives  and  representa- 
tives of  the  train  service  organizations,  and  said  in  part: 

It  wu  decided  to  submit  to  the  railway  companies  and  to  the 
train  and  engine  aervlce  organizations  the  proposal  that  the  prewar 
regional  conference*  should  be  convened  to  consider  and  endeavor  to 
adjust  all  questions  between  the  railways  and  the  (our  brotherhoods. 

At  a  meeting  of  the  member  roads  of  the  Association  of 
Railway  Executives,  held  In  Chicago,  January  21.  this  sugges- 
tion was  submitted,  and  the  following  resolution  adopted: 

Resolved.  That  It  Is  the  sense  of  this  association,  as  one  of  the 
methods  provided  by  Section  101  of  the  transportation  act.  that  con- 
ference committees,  representing  the  railway  managements  In  the 
eastern,  southeastern  and  western  territories  of  this  association,  sim- 
ilar In  nature  to  those  which  In  some  territories  handled  negotiation* 
with  the  four  brotherhoods  prior  to  federal  control,  be  constituted  and 
be  authorized  to  meet  with  the  four  train  and  engine  service  brother- 
hood*. In  a  fair  effort  to  compos*  and  adjust  all  points  now  at  Issue, 
no  restrictions  to  be  Imposed  upon  the  consideration  of  any  and  all 
questions  of  wages  and  rules  governing  working  conditions. 

In  default  of  an  understanding  mutually  agreeable  In  any  terri- 
tory, recourse  to  be  had  to  the  labor  board  In  the  regular  manner 
prolvded  by  the  transportation  act. 

This  resolution  shall  not  be  construed  so  as  to  prevent  separate 
negotiation.  In  additions!  t. -rrltorie*  not  mentioned  above.  If  desired 

••e  roads  In  such  territory,  nor  shall  It  be  construed  as  preventing 
railroads  Indh  .  excepting  themselves  from  such  general 

n affiliations,  substituting  therefor  Individual  negotiations  with  their 
own  men. 

"The  four  transportation  brotherhoods  above  referred  to  are 
Brotherhood  of  Locomotive  Engineers.  Brotherhood  of  Loco- 
motive Firemen  and  Englnemen.  Order  of  Railroad  Conductors, 
and  the  Brotherhood  of  Railroad  Trainmen,  and  constitute  ap- 
proximately one-quarter  of  the  railway  employes  of  the  country. 
'Thin  action  does  not  Involve  an  abandonment  by  the  rail- 
ways of  their  previously  pledged  policy  to  seek  a  reduction  In  the 
labor  cost  of  railway  operation,  the  benefit  of  which  Is  to  be 
turned  over  to  the  public  in  reduced  rate*.  It  simply  represents 
an  attempt,  by  direct  negotiation  and  discus-Ion  with  the  leaders 
of  these  four  organization!),  to  arrive  at  a  fair  and  amicable  set- 
tlement of  the  present  questions  affecting  these  employes." 


HOOPER  DEFENDS  RAIL  REGULATION 

Ben  W.  Hooper,  public  member  and  vice-chairman  of  the 
Railroad  Labor  Board.  In  an  address  before  the  Boston  Cham- 
ber of  Commerce.  January  27.  described  the  railroad  Industry  of 
this  country  as  a  composite  of  labor,  management,  and  capital, 
each  of  which  three  factors  had  rights  to  be  respected  and  obli- 
gations to  fulfill.  He  characterized  those  who  think  government 
Interference  with  railroad  operation  should  be  removed  as  "fos- 
slllferous  specimens  of  a  bygone  Industrial  age."  He  said,  in 
part: 

infore.    as   a    member   of    the    Railroad    Labor    Board.    I    have 

been    broiiitht    In    r-onUct    largely    with    three   segments  of  opinion   on 

railroad  questions— the    railroad    management*,    the    railroad   employes 

and  the  general  put.ll.       Here  In  New  Kngland.  I  realize  that  another 

-tant    segment    exl*t«.    namely,    the    owner*    of    the    stocks    nnd 

securities  of  the  railway*  of  the  country.     It  would  seem  to  the  casual 

•hat  the  owner  of  the  railroad*,  the  people  who  have  actually 

Invented  their  good  dollar*  In  then, 

of  consideration.     As  a  matter  of  f«ct.   however,   they  occupy  a  poel- 

'^71  &*  out»1<»«'.tn«  •E»t"«'h«  »'  ;>">'"•   notl.-e.     This  Is  In  harmony 

with  the  slanr  sdage.  "To  hell  with  the  bos*:  ho  only  pays  the  bills'* 

t  Is  a  fallacy  to  consider  the  mon-y  Inv.  «t..|   In  railroad*  merely 

a*  an  Inanimate  and    Impersonal    thing.     That   money   represents   the 

and    brawn,    the   courage   and    confidence    of   the    men    who    In- 

Tne  owner*,  management  and  employes  of  the  railroads  constitute 
SteotsBMlte    whole,    and    thene    tnr-e    constituent    ••l>-ment*    ohould    he 
Just    nnd    Impnrtlnl     tn-ntm>-nt     I  They    nre    nil 

•fTIi1*:  J°  lh^  m*l««'r  which  I*  of  paramount   Interest  to  the  p. 
and  that  I*,  efficient  and  unhv  -raiuiportntlon.     Thl*  I*  »,. 

iln«t  without   which   Indnntry  would  Ungolsh.  commerce  would  stag- 

ivIIUallon    would    nirken    and    die.      As    t> 
nf't  h  (>rei»-nt  »'  .  lopment  wlth- 

traMporUtlon.  neither  can  It  hold  lt«  position  or  maintain 
the  r3l  there  occur*  any  serious  set-Lack   to  the  efficiency  of 

_C*»sion<ittv    some    mummlfVd    Contemporary    nf    RAmeae*    n    will 

•rl«e  and   declaim  agaln«t    the  alleged    Inlnnltv   of   public    Interference 

way    •  <>nnns;em<  nt    nnd    ojx-rntlon    of    the    railways. 

Is  ar-   m.id-  hidlc.-.  of  men  engnged   In  other  line*  of 

.by   *»ylng    In    them     In    eff..rf.    that    the   government    ha*   no 

I-T.    right   to  ron  ,n   the  operation   <>f  th-   railroad*  than   It 

.VJJ22""    '",      ,'h*.  •"•!»•••   ot   ""7   other   enterprise.     The    effort* 

fore    made   by    the   government   to  supervise  certain    phases   of 


railroad  operation  for  the  protection  of  the  public  are  characterized 
as  acts  of  unwarranted  intrusion  by  presumptuous  Interlopers. 

However,  not  many  of  these  fossiliferous  specimens  of  a  bygone 
Industrial  ace  are  still  extant.  It  is  now  quite  generally  understood 
that  the  public  is  not  actuated  by  the  motives  of  a  •'meddlesome 
Mattle  '  In  attempting  to  exercise  a  certain  degree  of  supervision  and 
restriction  over  the  railways  and  their  employes. 

\\  ken  the  people  conferred  upon  the  railroads  franchises  embody- 
ing great  corporate  powers  for  the  operation  of  a  monopolistic  business 
of  continental  scope,  affecting  every  fiber  of  the  social  fabric  and 
every  Individual  of  the  body  politic,  they  vested  in  the  carriers  and 
their  employes  a  Joint  public  trust,  and,  as  a  necessary  incident, 
retained  the  right  to  see  that  this  trust  is  properly  executed  To 
secure  the  adequate  discharge  of  this  responsibility  to  the  public 
Is  a  proper  function  of  popular  government,  indispensable  to  the  well- 
*  nation  at  large  and  each  of  Its  citizens.  To  secure  the 
execution  of  this  public  trust  without  unnecessarily  encroaching  upon 
the  rights  and  privileges  of  either  the  carriers  or  the  employes  Is  a 
governmental  task  of  no  mean  proportions.  In  the  effort  to  perform 
this  task  It  Is  inevitable  that  mistakes  will  be  made,  both  legislative 
and  administrative.  These  should  not  be  the  occasion  of  Intemperate 
and  sweeping  condemnation  of  governmental  agencies.  Such  criticism 
coming  from  an  interested  party  should  be  scrutinized  because  of  Its 

tack"??  fuu'un'der.t'.ndlnl.  <f""ntere8ted    »"»    °««-   «*    *   *>"™* 

REDUCE  I.  C.  C.  SALARIES 

Tht  Traffic  World  Washington  Burtau 

The  House  committee  on  appropriations  expects  the  Com- 
mission to  cut  expenses  of  operation  by  reducing  salaries,  ac- 
cording to  an  explanation  made  to  the  House  by  Representative 
Wood,  of  Indiana,  in  debate  on  the  appropriation  bill.  He  said: 

I  want  to  call  attention  next  to  the  Interstate  Commerce  Commis- 
sion. For  salaries  and  general  expenses  we  recommend  J2. 150. 000. 
T.hlf.KA  reduction  of  150.000  a*  compared  with  1921  and  a  reduction 
of  WO  000  below  the  estimates  submitted  by  the  Budget  To  the 
Valuation  Division  which  ha*  been  engaged  In  the  valuation  of  rail- 
road proper!  i. n.  we  appropriate  11.300.000.  which  I*  J450.000  less  than 

^mmSded 'by3  the1"  Budget*"*  I200>00°  '"*  U"Ul  **  "Wr»P?tat|on. 
I  wish  to  say  with  reference  to  this  proposition  that  this  valua- 
tion business,  that  ha*  been  extended  and  re-extended  for  the  last 
seven  or  eight  years,  now  bids  fair  to  come  to  a  close  at  some  time 
In  the  near  future.  As  far  as  field  work  Is  concerned  It  has  been 
terminated.  All  of  the  activity  of  this  division  Is  now  concentrated 
in  the  city  of  Washington,  and  we  are  told  that  so  far  as  the  general 
valuation  I*  concerned  It  will  be  practically  completed  within  a  year. 
Under  the  law  a*  It  I*  now  constituted  there  will  be  a  continua- 
tion of  a  certain  portion  of  this  work  to  keep  current  the  valuation 
of  the  various  railroads  throughout  the  future,  but  It  strikes  us  that 
by  reason  of  the  reduction  In  the  cost  of  living  expense*  these  gentle- 
len  can  make  a  substantial  reduction  out  of  their  lump-sum  appropri- 
ation, at  least  to  the  amount  of  $100.000  In  the  salary  list  of  the 
employee*  they  have. 

.  ??  J"S*  tne  **m*  Idea  with  refesf  nee  to  the  employee*  of  the 
Interstate  Commerce  Commission  Itself.  In  order  that  we  might  have 
some  understanding  about  that  thing  we  called  Into  consultation 
*hd°th«>*r'lonn«l  «nd  •°m*.  of  the. commissioner*  of 


•'i«  debate  upon  the  reclassincatlon  bill  "it  wa* 
stated   that   the    President   ha*   Issued   an   executive   order  asking  for 

!St"*%."uVr?x  '?  «"'  v'rlou*  hu"'B""  ""d  divisions  of  this  Oov- 

The   Interstate  Commerce  Commission  has  adopted  and   Is 

now  putting  Into  force  and  effect   that  executive  order  whereby   the 

salaries  In  that   commission   will   be   made   up  according  to   that  efll- 

suryey  a*  given  by  the  Bureau  of  Efficiency.     This  will  result  In 

••""sT   *o    the    I  nlted    States   Government.      The   exact    amount    Is 

couid 


RATES  ON  SUGAR  TO  CHICAGO 

In  docket  No.  13200.  Wilson  &  Co..  Inc.,  vs.  Director-General 
hearing  on  which  was  held  before  Examiner  Keeler  in  Chicago] 
January  20,  the  complainants  alleged  that  the  rates  assessed  on 
two  carloads  of  Mugar,  shipped  from  Price,  Utah,  and  Pueblo, 
Colo.,  to  Chicago.  In  November  and  December,  1919.  were  un- 
jMSonable  to  the  extent  that  they  exceeded  rates  in  effect  at 
iBtt  time;  from  sugar  producing  points  In  the  two  states  to 
the  same  destination.  The  rate  paid  from  Price  was  $1.515 
and  that  In  effect  from  sugar  producing  points  in  Utah  to  some 
which  It  was  claimed  Price  was  Intermediate,  was  84  cents. 
From  Puohlf.  the  rate  paid  was  62  cents  and  that  from  the 
producing  points  In  Colorado  47  cents. 

C.  B.  Acker-man,  of  the  Director-General's  traffic  department, 
said  that  the  rate  might  not  have  been  In  compliance  with  rule 
77  of  tariff  circular  18-A.  but  that  the  reason  was  the  depression 
In  the  rates  from  the  producing  points.  He  pointed  out  that 
the  movement  was  not  a  regular  one,  the  two  cars  Involved 
being  the  only  ones  of  record,  and  that  no  further  movement 
was  contemplated  because  no  request  for  future  rates  was  made 
by  the  complainant.  He  also  said  that  no  sugar  was  produced 
at  the  points  from  which  these  shipments  were  made  and  that 
It  was  reasonable  to  assume  that  the  movements,  therefore, 
Involved  a  back-haul.  The  distance,  also,  he  said,  via  the  route 
of  movemnt  was  382  miles  further  than  that  ovnr  which  the  low 
rates  were  originally  made.  There  was  nothing  unusual  In 
having  higher  rates  from  points  nearer  to  Chicago  than  from 
Utah  and  Colorado  producing  points,  that  being  the  case  at 
many  Westen  Trunk  Line  territory  points,  he  said. 

THE  DAILY  TRAFFIC  WORLD  is  always  sent 
as  first-class  mail  (except  to  subscribers  in  the  Chicago 
loop),  thus  insuring  prompt  and  regular  delivery. 
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SHIP   SUBSIDY    PLAN 

Tht  Traffic  World  Washington  Bureau 

Chairman  Lasker,  of  the  U.  S.  Shipping  Board,  announced, 
January  23,  that  the  Board  had  unanimously  approved  a  ship  sub- 
sidy report.  The  report  provides  that  the  merchant  marine  shall 
be  assisted  mainly  by  means  of  indirect  aid  along  lines  pre- 
viously recommended  by  the  board's  committee  of  experts. 
Direct  aid  will  be  used  to  supplement  indirect  aid.  Mr.  Lasker 
said  the  report  was  drafted  on  the  basis  of  putting  the  Amer- 
ican ship  operator  on  an  even  basis  with  the  British  operator. 
It  provides  for  "absolute  limitation  of  profits,  so  there  won't 
be  profiteering,"  he  said,  and  the  excess  above  what  is  deter- 
mined to  be  a  fair  return  will  go  to  the  government. 

The  Shipping  Board's  report  on  ship  subsidy  was  submit- 
ted to  President  Harding,  January  24.  It  was  said  officially  at 
the  White  House  that  the  President  would  make  no  statement 
at  this  time  relative  to  the  report  Chairman  Lasker  and  mem- 
bers of  the  board  declined  to  discuss  the  details  of  the  report 
because  they  said  it  was  a  confidential  document. 

The  following  statement  was  issued  at  the  Shipping  Board 
relative  to  the  report: 

The  plan  puts  a  limit,  by  law,  on  the  profits  of  the  operator.  It 
automatically  places  the  burden  of  government  aid  on  the  indirect 
assistance  proposed  and  brings  into  play  the  direct  payments  only 
when  a  reasonable  profit  is  not  realized  without  them.  The  admin- 
istration of  this  phase  of  the  law  would  be  under  the  direction  of  the 
Secretary  of  the  Treasuiv. 

The  whole  object  of  the  study  is  to  put  American  operation  on 
an  even  basis  with  British  operation  and  the  aid  will  only  extend  to 
privately  owned  American  ships.  The  British  operators  were  taken 
as  a  standard  of  comparison  solely  because  they  are  the  nearest  com- 
petitors in  cost  of  operation  to  Americans.  The  aid  to  be  rendered  is 
therefore  on  a  conservative  basis. 

MONEY  FOR  SHIPPING  BOARD 

THt  Traffic  World  Washington  Bureau 

Opposition  to  the  appropriations  recommended  for  the 
Shipping  Board  by  the  House  committee  on  appropriations  de- 
veloped in  the  debate  on  the  bill. 

Representative  Byrns,  of  Tennessee,  objected  to  that  part 
of  the  bill  authorizing  the  board  to  expend  up  to  155,000,000  from 
receipts.  He  said  he  did  not  regard  that  as  good  business.  He 
said  that  Chairman  Lasker  had,  last  July,  urged  that  definite 
appropriations  be  made  and  that  indefinite  appropriations  made 
for  waste  and  inefficiency. 

Mr.  Byrns  said  a  perusal  of  the  hearings  on  the  bill  showed 
that  scarcely  a  witness  appeared  for  the  Shipping  Board  who 
did  not  directly  or  indirectly  criticise  former  administrations 
of  the  board.  He  referred  to  the  statement  issued  by  Chairman 
Lasker  to  the  effect  that  the  recommendation  of  the  committee 
was  a  vote  of  confidence  in  the  board. 

"Mr.  Lasker  has  built  up  a  certain  organization  by  employ- 
ing men  of  high  salaries,  two  of  them  drawing  $35,000  a  year, 
another  one  130,000  a  year,  and  two  of  them  $25,000  a  year, 
and  dozens  and  scores  of  them  at  $10,000  and  $11,000  a  year," 
said  Mr.  Byrns.  He  further  takes  credit  for  the  fact  that  he  had 
an  inventory  made  of  the  assets  of  the  Shipping  Board.  And 
yet  we  know  he  had  this  done  by  a  special  accounting  firm  at 
an  expense  of  hundreds  of  thousands  of  dollars." 

Citing  a  number  of  salaries  paid  Shipping  Board  officials 
and  employes,  Mr.  Byrns  said  there  never  was  in  the  history 
of  Congress  such  a  salary  roll  as  that  presented  by  Chairman 
Lasker. 

"What  do  these  high-salaried  people  do,  so  many  of  them, 
to  Justify  the  committee  on  appropriations  in  bringing  a  bill 
in  here  without  additional  limitations?"  asked  Representative 
Campbell,  of  Kansas. 

"The  gentleman  has  asked  a  question  I  would  like  somebody 
to  answer,  because  I  must  confess  that  I  have  no  answer  for  it," 
replied  Mr.  Byrns.  "My  own  position  is  that  these  salaries  are 
all  out  of  reason.  I  know  it  is  said  you  have  to  pay  big  sal- 
aries to  get  men  of  broad  qualifications,  but  that  is  the  old  plea 
and  the  old  claim  that  is  made  to  Congress  about  every  ap- 
propriation and  every  salary  that  is  ever  proposed." 

As  to  salaries  being  paid  attorneys  for  the  board,  he  said  it 
was  said  they  were  justified  because  the  claims  against  the 
board  aggregated  $300,000,000,  and  that  the  government  should 
have  the  very  best  legal  talent  available,  to  compete  with  those 
who  represent  the  claimants. 

"But  we  all  know  that  the  government  cannot  undertake  to 
compete  with  claimants  who  have  these  great  big'  claims  in  the 
payment  of  fees  to  attorneys,"  said  he.  "All  of  these  claims 
involve,  I  think,  only  questions  of  facts.  I  dare  say  there  are 
few  real  legal  problems  involved  in  these  claims — all  the  legal 
problems  have  been  settled  in  some  way  or  other  by  previous 
decisions  of  the  courts." 

Mr.  Byrns  said:  "We  must  to  some  extent  trust  those  who 
are  in  charge  of  the  administration  of  the  Shipping  Board  have 
shown  absolutely  no  inclination  whatever  to  conserve  the  public 
money,  but  they  are  building  up  a  great  personnel  down  there 
at  high  salaries." 

Representative   Edmonds   said    the   board   had    reduced    its 


employe  force  about  5,000  and  the  payroll  about  $4,000,000. 

Representative  Gallivan,  of  Massachusetts,  declared  he  knew 
enough  about  the  new  Shipping  Board  to  say  that  he  would  not 
give  it  a  dollar  if  it  were  within  his  power. 

"I  would  find  some  way  to  close  up  the  whole  rotten  out- 
fit," he  declared,  "despite  the  gentleman  from  Chicago,  the  new 
chairman,  Mr.  Lasker,  who  stands  in  a  position  of  pre-eminence 
and  poses,  as  he  has  posed  from  the  day  he  came  to  Washington, 
as  the  man  who  is  going  to  'shake  a  magic  wand'  to  change 
conditions  which  were  always  conditions  of  rottenness. 

"If  gentlemen  will  read  the  hearings  and  the  boastings  of 
the  new  chairman  of  the  Shipping  Board,  as  he  took  up  one 
department  after  another  and  put  his  witness  on  the  stand,  they 
will  find  that  Mr.  Lasker  always  praised  the  new  find  which 
he  had  discovered  as  the  head  of  this  department  or  of  that 
department;  and  yet,  if  you  put  your  nose  close  enough  into  the 
whole  matter  you  will  find  also  where  under  the  old  Shipping 
Board  men  were  getting  $2,500  a  year  in  minor  jobs,  under  this 
outfit  they  are  getting  $7,500  a  year  in  major  jobs." 

Mr.  Gallivan  created  a  great  deal  of  laughter  by  submitting  a 
statement  prepared  for  the  press  by  the  publicity  director  of 
the  board  about  a  dinner  given  by  William  Marshall  Bullitt,  one 
of  the  board's  attorneys,  in  honor  of  Chief  Justice  Taft. 

"Mr.  and  Mrs.  Bullitt  gave  the  dinner  in  appreciation  of  the 
many  courtesies  that  were  shown  them  while  Chief  Justice 
Taft  was  president  of  the  United  States,"  Gallivan  said  the 
statement  read. 

"How  the  taxpayers  of  the  country  must  have  been  relieved 
when  they  learned  of  that  fact,"  said  he. 

Mr.  Gallivan  criticised  the  board  because  it  would  not 
agree  to  recondition  the  Leviathan  at  the  navy  yard  at  Boston. 

Representative  Tague,  of  Massachusetts,  also  urged  that  the 
Leviathan  be  reconditioned  at  Boston,  as  did  Representative 
Dallinger,  of  the  same  state. 

U.  S.  SHIPS  IN  FOREIGN  TRADE 

In  concluding  the  series  of  studies  of  American  ships  in 
foreign  trade,  the  Department  of  Commerce  issued  the  following 
on  Atlantic  Canada,  Pacific  Canada,  and  other  regions: 

Atlantic  Canada  ranked  third  on  the  basis  of  foreign  trade  with 
the  United  States  for  the  first  10  months  of  1921.  During  that  period 
this  region  accounted  for  14  per  cent  of  our  total  imports  and  exports. 
Nearly  all  (91  per  cent)  of  our  water-borne  commerce  with  Atlantic 
Canada  has  its  United  States  origin  or  destination  on  the  Great  Lakes. 
For  the  10  months  covered,  American  ships  carried  81  per  cent  of  the 
imports  and  61  per  cent  of  the  exports. 

Trade  between  the  Atlantic  Coast  of  the  United  States  and  At- 
lantic Canada  during  the  period  amounted  to  507,191  long  tons,  or 
about  6  per  cent  of  the  total  volume  of  our  trade  with  Atlantic  Can- 
ada. Of  this  amount  American  ships  carried  29  per  cent. 

Ocean  trade  between  Pacific  Canada  and  the  United  States  is 
small  in  volume,  amounting  in  the  10  months  to  only  547.534  long 
tons.  Practically  all  of  this  movement  is  between  Canadian  and 
United  States  Pacific  Coast  ports. 

The-  percentage  of  traffic  carried  by  American  ships  fluctuated 
between  88  in  February  and  59  in  October.  However,  the  low  figure 
for  October  does  not  necessarily  indicate  that  American  ships  are 
losing  out  in  this  region,  since  the  September  percentage  was  well 
above  the  average  for  the' 10  months. 

"Other  regions"  includes  Baltic  Europe,  the  Black  S'ea  section, 
Arctic  Russia,  and  the  Dutch  East  Indies.  These  regions,  combined, 
accounted  for  only  about  570.000  long  tons  of  cargo  shipments  to  and 
from  the  United  States.  Most  of  this  movement  had  its  origin  or 
destination  on  the  Atlantic  Coast  of  this  country. 


WAGES  OF  SHIP  EMPLOYES 

Commissioner  T.  V.  O'Connor,  of  the  Shipping  Board,  an- 
nounced, January  25,  that  as  a  result  of  conferences  between  the 
United  States  Shipping  Board  Emergency  Fleet  Corporation  and 
representatives  o  f  the  respective  marine  labor  organizations  a 
new  wage  scale  will  .be  made  effective  on  all  Shipping  Board  ves- 
sels February  6  and  continue  until  June  30,  1922. 

The  board  was  represented  at  these  meetings  by  Commis- 
sioner T.  V.  O'Connor,  vice  chairman  of  the  Shipping  Board;  A. 
J.  Frey,  vice  president  of  the  Emergency  Fleet  Corporation  in 
charge  of  operations,  and  J.  C.  Jenkins,  director  of  industrial  re- 
lations of  the  board. 

The  marine  organizations  were  represented  by  committees 
headed  by  Captain  John  H.  Pruett,  of  the  Masters,  Mates  &  Pilots 
Association;  Captain  John  F.  Milliken,  of  the  Neptune  Asso- 
ciation; Wm.  S.  Brown,  president  of  the  Marine  Engineers 
Beneficial  Association,  and  Claud  C.  Levin,  president,  National 
United  Radio  Telegraphers'  Association. 

The  reductions  involved  in  this  new  wage  scale  range  from  15 
per  cent  for  the  officers  and  engineers  to  from  15  to  25  per  cent 
for  the  sailors  and  unlicensed  personnel  aboard  ship.  Numerous 
changes  in  working  rules  looking  to  more  efficient  ship  operation 
were  likewise  adopted.  Officials  said  the  new  wage  scales  were 
substantially  the  same  as  those  of  private  operators. 


"BIG  PACIFIC"  COMPANY  CONFERENCE 
Chairman  Lasker,  of  the  Shipping  Board,  said  this  week 
he  had  received  word  that  the  conference  held  in  San  Fran- 
cisco on  the  proposed  "Big  Pacific"  Company,  called  by  Herbert 
Fleischhacker,  had  been  a  success  and  that  representatives  of 
all  the  ports  on  the  Pacific  coast  would  meet  with  him  in  Wash- 
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ington    early   In  February,  to  discuss  the  proposed  pool  to  be      • 
formed  for  the  purpose  of  acquiring  ships  from  the  government 
and  thus  adequately  caring  for  the  facilities  of  the  Pacific  coast 
trade    both  coastwise  and  trans-Pacific.     Mr.  Lasker  stated  he 
had  been   informed  that  all  of  the  ports  are  agreeable  to  the     » 
project    with    the    exception    of    Portland,    which    reserved    the 
right  to  withdraw  from  or  enter  the  combination. 


Personal  Notes 


H.  P.  Smith  has  been  appointed  commercial  agent  for  the 
Seaboard  Air  Line,  at  Denver,  Colo. 

Dracos  A.  Dimitry,  formerly  traffic  manager  for  the  New 
Orleans  ft  South  America  Steamship  Company,  has  been  ap- 
pointed local  manager  for  the  W.  L.  Richeson  Company,  Inc., 
freight  brokers  and  forwarders,  at  Kansas  City.  Mo. 

William  H.  Millard  has  been  appointed  general  agent  for 
the  Northern  Pacific,  at  Cleveland,  succeeding  R.  J.  Lozer,  who 


LASKER  IS  GRATIFIED 

The  Trtfc  World  Wttktngto*  Bureau 

A.  D.  Lasker,  chairman  of  the  Shipping  Board,  In  comment- 
i__  _.  that  the  House  appropriations  committee  recom- 

tended  to  the  H^use  all  that  the  board  had  asked,  said  the      has  been  promoted  to  a  similar  position  at  Pittsburgh, 
action  "constitutes  a  vote  of  confidence  that  inspires  us  beyond 
what  anything  else  could,  to  carry  on  the  Important  work  in 
which  we  are  engaged  for  America. 

"We  come  before  Congress  showing  the  Emergency  Fleet 
Corporation  for  the  flrst  time  organised  as  a  private  corpora 
tlonfi  managed  by  technical  men,  positioned  to  compete  with 
private  enterprise  of  a  similar  nature  in  so  far  as  that  is  pos- 
sible under  the  handicap  of  government  ownership." 

Mr  Lasker  said  that  "by  and  large,  I  feel  I  can  verily  an- 
nounce to  the  country  that  the  end  is  here  of  vast  appropria- 
tions for  the  country's  great  shipping  enterprise." 

"We  feel  a  pardonable  pride  In  congratulating  the  countr 
and  ourselves  that  in  seven  short  months  after  our  Induction 
into  office  we  can  say.  by  and  large,  this  is  the  last  levy  to  any 
great  extent,  save  in  settlement  of  inherited  lawsuits,  that  the 
Shipping  Board  will  be  to  the  country."  said  he. 

"After  the  President's  forthcoming  message  to  Congress,  on 
government  aid  to  shipping.  If  Congress  should  In  its  wisdom 
grant  that  aid.  we  feel  In  this  way.  and  this  way  alone,  we  can 
liquidate  the  Immense  tonnage  owned  by  the  board,  and  that 
the  liquidation  we  will  thus  be  enabled  to  make  will  bring  back 
to  the  treasury  several  tunes  the  cost  of  the  aid  granted.  If 
this  happeis.  within  two  years  from  July  next,  we  hope  and  be- 
lieve we  will  be  out  of  government  operation,  and  that  the  Ship- 
ping Board  in  the  liquidation  of  Its  assets  can  be  a  source  of  in- 
come at  that  time  to  the  treasury,  and  not  a  source  of  expense. 


VESSEL   OPERATORS   AND   SHIPPERS   CONFER 
W    J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion   in  charge  of  traffic,  announced  that  meetings  were  to  be 
held  January  25  and  26.  1922.  at  New  Orleans,  between  cotton 
and  flour  shippers  of  the  South  and  operators  of  Shipping  Board 


William  B.  Keene.  manager  of  the  traffic  department,  was 
to  represent  the  Emergency  Fleet  Corporation  at  this  conference. 
All  of  the  Gulf  operators  of  government  ship*  were  to  be  present, 
while  the  representatives  of  the  vast  flour  and  cotton  Interests 
were  also  to  be  on  hand  to  dlscuM  matter*  of  mutual  Interest. 


ST.   LAWRENCE   CANAL   PROJECT 

Speaker  Glllett,  of  the  House,  has  referred  to  the  House 
Commute  on  Interstate  and  foreign  commerce  the  report  of  the 
International  Joint  Commission  recommending  approval  of  the 
Great  Lake»-St.  Lawrence  waterway  and  power  project.  The 
commute  on  foreign  affairs,  the  committee  on  Interstate  com- 
merce and  the  committee  on  rivers  and  harbors  each  claimed 
jurisdiction  of  the  report.  The  speaker  held  an  informal  meeting 
and  heard  the  plea  of  each  committee.  He  concluded  that  as 
the  project  Involved  th«  development  of  the  Wetland  Canal  an 


DOINGS   OF  THE  TRAFFIC   CLUBS 

Over  600  members  and  guests  were  present  at  the  fifteenth 
annual  dinner  of  the  Traffic  Club  of  Chicago,  which  took  place 
in  the  ballroom  of  the  Hotel  LaSalle,  January  24.  The  speakers 
were  Gov.  Henry  J.  Allen  of  Kansas  and  George  M.  Barnard, 
public  service  commissioner  of  Indiana.  Gov.  Allen  explained 
the  workings  of  the  court  of  Industrial  relations  of  Kansas  to 
the  club,  contrasting  It  and  its  success  with  the  results  of  the 
Railroad  Labor  Board.  The  latter  body  could  be  made  equally 
effective,  he  said,  were  some  punitive  provision  placed  in  the 
transportation  act  under  which  It  functions.  The  efficacy  of  the 
Kansas  plan  of  settling  labor  disputes  was,  in  the  opinion  of 
the  speaker,  proved  by  the  majority  with  which  the  administra- 
tion responsible  for  the  law  was  returned  to  office  last  fall.  Mr. 
Barnard  in  his  talk  outlined  some  of  the  things  which  threaten 
the  stability  of  government  in  this  country  today.  Among  these  • 
were  the  failure  of  the  more  intelligent  class  to  Interest  them- 
selves sufficiently  In  government  to  go  to  the  trouble  of  voting 
at  election  time,  and  the  growing  tendency  in  Congress  toward 
class  legislation.  He  characterized  the  passing  of  the  Adamson 
law  as  "marking  of  blackest  day  in  the  history  of  the  Republic," 
and  asserted  that  It  "set  up  the  Impotency  of  110,000,000  people 
and  the  dictatorship  of  400,000."  He  said  that  President  Hard- 
Ing  had  made  a  mistake  by  not  informing  the  brotherhoods, 
last  fall,  that  a  strike  at  that  time  would  be  desirable.  "Men 
In  uniform,"  he  said,  "could  have  run  the  trains  and  the  rail- 
roads would  then  have  been  freed  of  the  yoke  of  misled  labor 
organisations."  He  advocated  anti-strike  legislation,  and  the 
abolition  of  the  Labor  Board,  or  the  combining  of  its  functions 
with  those  of  the  Interstate  Commerce  Commission.  George  A. 
Blair,  traffic  manager  of  Wilson  ft  Co.,  Chicago,  was  toastmas- 
ter.  He  introduced  the  speakers  with  brief  sketches  of  the 
progress  of  the  states  from  which  they  hailed  and  was  compli- 
mented particularly,  by  Gov.  Allen,  on  his  accurate  knowledge 
of  the  past  history  of  Kansas. 

More  than  $25,000,000  Is  wasted  annually  in  the  city  of  New 
York  by  the  failure  to  organise  an  adequate  store-door  delivery 
system  for  freight,  according  to  John  H.  Ward,  attorney  and 
engineer,  who  spoke  at  the  meeting  of  the  Traffic  Managers' 
Club  of  the  Brooklyn  Chamber  of  Commerce,  January  20.  Mr. 
Ward,  who  has  made  an  extensive  study  of  Brooklyn's  transpor- 
tation needs,  also  advocated  the  removal  of  the  central  whole- 
sale market  of  greater  New  York  from  lower  Manhattan  to 
Brooklyn,  which  he  said  was  the  proper  place  because  It  was 
the  center  of  population  of  the  metropolitan  district  The  club 
went  on  record  as  condemning  the  practice  of  union  loaders  de- 
manding exorbitant  loading  charges  of  shippers  at  railroad 
ards  and  steamship  piers  in  Brooklyn.  A  special  committee 


__^ >arc 

well 't* 'power,  the  report  should  go  to  the  Interstate  Commprr*      WM  appointed  to  study  the  matter. 
Committee. 


SALE  OF  VESSELS 

The  Shipping  Board  has  invited  offers  on  20  steel  cargo 
steamers  of  4.126  deadweight  tons  each,  located  at  Norfolk  and 
New  Orleans,  two  sailing  vessels  and  a  steel  cargo  vessel  of 
4,756  deadweight  tons.  All  offers  received  before  February  7 
will  be  considered. 

FLEET  CORPORATION  REORGANIZES  OFFICE 

Reorganization    of   its    Philadelphia   office,   with    a   view    to 

reducing  the  number  of  employes,  wa«  begun  this  week  by  the 

Km-'.  Corporation.      Thirty-nix    employes    will    be 

transferred  to  Washington  to  assist  In  the  settlement  of  claims. 


VOLUME   OF   FINANCE    REPORTS 

The  Commission  has  set  anide  Volume  65  of  I.  C.  C.  reports 
for  flnanre  report*  which  have  been  made  heretofore.  These 
have  been  gathered  together  and  are  being  prepared  for  printing 
In  the  volume.  Finance  reports  are  Issued  in  mimeograph  form 
with  only  the  docket  number.  When  the  volume  has  been  Issued, 
same  procedure  will  be  followed  with  respect  tp  finance 
reports  that  are  made  hereafter.  They  will  be  collected  until  a 
sufficient  number  to  make  a  volume  are  on  hand  and  another 
um*  will  he  assigned  for  them. 


The  following  officers  were  elected  by  the  Association  of 
Railroad  and  Steamship  Agents,  of  Boston,  at  the  annual  meet- 
ing, January  7:  President,  Stewart  A.  Colpitts,  Colpitts-Beek- 
man  Tourist  Company;  vice-president,  George  W.  Hammond, 
New  England  freight  agent,  Pennsylvania  ft  Reading;  secretary- 
treasurer,  W.  M.  Macomber,  New  England  agent,  Norfolk  * 
Western;  executive  committee,  Frederick  W.  Brlggs,  general 
agent.  Canada  Steamship  Lines;  Eugene  P.  Landon,  New  Eng- 
land agent,  Pere  Marquette;  Jonathan  Story,  traveling  passenger 
agent,  C.  B.  ft  Q.;  Llewellyn  Wildes,  agent.  Ocean  Steamship 
Company;  Charles  C.  Dasey,  passenger  traffic  manager,  Cunard 
Steamship  Company;  Frank  F.  Farrar,  assistant  general  freight 
agent,  Boston  ft  Maine;  benefit  fund  trustees,  S.  W.  Manning, 
general  agent,  A.  T.  ft  S.  P.;  Luther  P.  Burgess,  Boston  ft  Maine; 
Klmer  R.  Hlnes,  general  agent,  C.  R.  I.  ft  P. 

The  annual  dinner  of  the  York,  Pennsylvania,  Traffic  Club 
was  held,  January  19,  at  the  Colonial  Hotel.  The  principal 
speakers  were  Evan  J.  Jones,  congressman,  Bradford,  Pa.,  whose 
subject  was  "Stop,  Look,  Listen,"  George  J.  Lincoln,  general 
agent,  C.  M.  ft  St  P.,  Philadelphia,  who  spoke  on  "Good  Ac- 
complishment by  Traffic  Clubs,"  and  Lafayette  P.  Temple,  Balti- 
more, who  furnished  the  wit  and  humor. 

The   fifteenth    annual    dinner   of   the    Traffic   Club   of   New 
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York  will  be  held  at  the  Commodore  Hotel,  February  20.     The 
program  has  not  yet  been  announced. 

The  first  of  a  new  series  of  noon-day  luncheons  was  given 
by  the  Traffic  Club  of  Pittsburgh  in  the  club  rooms,  January 
23.  A.  J.  Wyant  and  J.  M.  Morris  are  in  charge  of  these  affairs, 
which  are  expected  to  create  wide  interest. 

An  unusual  feature  of  the  annual  meeting  of  the  Traffic  Club 
of  the  Jamestown  Chamber  of  Commerce,  which  was  held  in  the 
chamber  rooms,  January  18,  was  a  debate  on  a  resolution  call- 
ing for  reductions  in  freight  rates  on  a  horizontal  basis.  G.  L. 
Milliard,  of  the  Chamber  of  Commerce,  who  took  the  affirmative 
side,  was  adjudged  the  winner,  but  special  mention  was  made 
of  a  number  of  the  points  made  by  Emory  Payne,  of  the  Erie 
Railroad,  who  argued  that  reductions  should  he  made  on  specific 
commodities.  W.  H.  Sanderson,  traffic  manager  of  the  Wash- 
burn-Crosby  Company,  Buffalo,  was  the  speaker  of  the  evening, 
his  subject  being  "Bills  of  Lading."  Mr.  Sanderson  paid  par- 
ticular attention  to  the  liabilities  assumed  by  shipper  and  car- 
rier when  signing  the  bill  of  lading  as  a  contract.  Officers  were 
elected  as  follows:  President,  O.  M.  Odell,  traffic  manager,  Dahl- 
strom  Metallic  Door  Company;  vice-president,  Archie  Turk,  chief 
clerk,  Erie  Railroad;  secretary,  H.  W.  Chapman,  transportation 
commissioner.  Chamber  of  Commerce;  treasurer,  E.  G.  Johnson, 
Watson  Manufacturing  Company;  executive  committee,  R.  C. 
Kohn,  Art  Metal  Construction  Company;  Roger  Sundell,  Marvel 
Furniture  Company;  James  Kelly,  agent,  American  Railway  Ex- 
press Company;  H.  R.  Myller,  Watson  Manufacturing  Company; 
J.  A.  Cleveland,  agent,  Erie  Railroad  Company.  The  next  meet- 
ing of  the  club  will  be  held  on  February  15. 


George  E. -Allen  addressed  the  transportation  club  of  Louis- 
ville at  a  smoker,  held  at  the  Hotel  Henry  Watterson,  January 
24,  on  the  subject  of  how  the  "Success  of  a  Community  Depends 
Upon  Its  Railroad  Facilities."  Harry  Nute  Lukins  also  spoke, 
his  address  being  entitled,  "Up."  The  annual  meeting  and  elec- 
tion of  officers  of  the  club  will  be  held  February  14. 

The  annual  "high-jinks"  and  stag  party  of  the  Pacific  Traf- 
fic Association  will  be  held  aboard  the  "Maul,"  of  the  Matson 
line,  in  San  Francisco  Bay,  February  4.  Arrangements  have  been 
made  for  accommodating  out-of-town  visitors  with  quarters  on 
board. 


The  Traffic  Club  of  Chicago  will  give  a  masquerade  party 
at  the  LaSalle  Hotel,  February  3.  Warren  Burkharl  is  chair- 
man of  the  committee  in  charge  of  the  affair. 


The  following  officers  were  elected  at  the  annual  meeting 
of  the  Elmira,  N.  Y.,  Traffic  Club,  held  January  19:  John  J. 
DeLaney,  traffic  manager,  American  LaFrance  Fire  Engine  Com- 
pany, president;  C.  N.  Ellis,  freight  agent,  Pennsylvania  Rail- 
road Company,  vice-president;  J.  C.  Field,  traffic  manager,  Cham- 
ber of  Commerce,  secretary  and  treasurer. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


First  Bank  to  Accept  Bill  of  Exchange  for  Collection  Held  Liable 

to  Owner; 

(Supreme  Court,  Appellate  Division,  First  Department.) 
Where  bank  accepts  bill  of  exchange  for  collection,  and  not 
merely  for .  transmission,  a  correspondent,  to  which  it  forwards 
the  bill  of  exchange  for  collection  is  the  agent  merely  of 
such  bank,  and .  not  the  agent  of  the  owner,  and  the  bank 
is  liable  to  the  owner  for  the  acts  of  such  correspondent, 
but,  where  the  bill  of  exchange  is  delivered  by  owner  to  bank 
merely  for  the  purpose  of  transmitting  it  for  collection,  the  first 
bank  by  which  it  is  accepted  for  collection  becomes  the  agent 
of  and  liable  to  the  owner.  (Columbia  Overseas  Corporation  vs. 
Banco  Nacional  Ultra-Marino,  191  N.  Y.  S.  85.) 
Not  Liberally  Construed  as  to  Matters  of  Substance: 

A  pleading  will  not  be  liberally  construed  with  respect  to 
matters  of  substance. — Ibid. 
Complaint  Held   Sufficient  to  Show  that   Defendant  Was   Plain- 

tiff's  Agent  in  Collection  of  Bill  of  Exchange: 

Complaint  alleging  that  bill  of  exchange,  shipping  docu- 
ments, and  written  instructions  to  collect  bill  of  exchange  and  to 
deliver  documents  to  drawees  of  bill  of  exchange  were  forwarded 
to  defendant  by  plaintiff  through  its  agent,  a  named  trust  com- 
pany, and  that  the  defendant  agreed  with  plaintiff  through  the 
trust  company  to  proceed  in  accordance  with  such  instructions, 
held  sufficient  to  show  that  the  trust  company  was  plaintiff's 
agent  merely  for  the  purpose  of  transmission  of  bill  of  exchange, 


and  that  defendant  was  plaintiff's  agent  for  purpose  of  collection 
thereof,  and  not  the  agent  of  the  trust  company. — Ibid. 
Bank  to  Which    Bill   of   Exchange   Has   Been   Delivered  for  Col- 
lection  Liable  to  Owner  on   Delivery  of  Accompanying   Ship- 
ping Documents  to  Third  Persons: 

Where  seller  of  merchandise  to  buyer  in  other  country  de- 
livered bill  of  exchange  for  amount  of  price  with  bill  of  lading 
and  shipping  documents  to  bank  in  such  country,  with  instruc- 
tions to  deliver  shipping  documents  to  buyers  on  acceptance  of 
bill  of  exchange  and  where  the  bank,  in  violation  of  such  in- 
structions, failed  to  present  bill  of  exchange  to  buyers  for  accept- 
ance, and  delivered  the  bill  of  lading  and  shipping  documents 
to  third  person,  enabling  such  third  persons  to  obtain  the  goods 
without  payment  therefor,  the  bank  was  liable  to  sellers  for 
damage  sustained. — Ibid. 


'Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Principal  Not  Accountable  for  Misrepresentations  of  Agent  While 

Acting  Adversely  to  Principal's  Interests: 

(Supreme  Court  of  Errors  of  Connecticut.)  The  principal  is 
not  accountable  for  the  misrepresentations  of  his  agent  while 
acting  adversely  to  the  principal's  interests,  unless  the  principal 
has  held  the  agent  out  as  having  authority  to  make  a  representa- 
tion as  to  the  existence  of  an  extrinsic  fact,  on  the  faith  of  which 
a  third  person  has  rightfully  acted  to  his  own  injury,  or  unless 
principal  afterward  ratified  the  contract  with  knowledge  of  the 
agent's  conduct.  (Hartford  Distillery  Co.  vs.  New  York,  N.  H.  & 
H.  R.  Co.,  115  Atlantic  Rep.  488.) 
Agent  Not  Presumed  to  Have  Communicated  to  Principal  When 

Having  Adverse  Interest: 

The  presumption  that  the  agent  informed  his  principal  of 
that  which  his  duty  and  the  interests  of  his  principal  required 
him  to  communicate  does  not  arise  when  the  agent  acts  or  makes 
declarations,  not  in  the  execution  of  any  duty  which  he  owes  to 
the  principal,  but  to  subserve  simply  his  own  personal  ends 
or  to  commit  some  fraud  against  the  principal. — Ibid. 
Principal  Entitled  to  Benefit  of  Contract  Made  in  His  Name  by 

Authorized  Agent: 

The  principal  is  entitled  to  the  benefit  of  a  contract  made  in 
his  name  by  an  authorized  agent. — Ibid. 

Railroad  Required  to  Deliver  Goods  to  Consignee  Named  in  Non- 
Negotiable  Bill  of  Lading,  Notwithstanding  Shipment  by  Con- 
signor's Agent  to  Defraud  Consignor: 

Railroad's  failure  to  deliver  goods  to  consignees  named  in 
non-negotiable  bills  of  lading  nor  to  person  lawfully  entitled  to 
goods,  as  required  by  Gen.  St.  1918,  Sec.  4624,  4625,  was  not  ex- 
cused by  the  fact  that  consignor's  agent,  with  authority  to  make 
shipments  on  behalf  of  consignor  to  the  consignees  named  in 
the  bills  of  lading,  caused  goods  to  be  shipped  to  such  consignees, 
who  had  no  knowledge  thereof,  and  had  caused  the  non- 
negotiable  bills  of  lading  to  be  so  executed,  in  order  to  defraud 
consignor  and  obtain  goods  for  himself  at  destination  by  pre- 
senting bills  of  lading  and  executing  receipts  in  his  own  name 
as  agent  for  consignee,  or  by  forging  consignee's  name;  the 
railroad's  obligation  to  deliver  goods  to  consignees  named  not 
being  affected  by  such  fraud. — Ibid. 
Not  Authorized  to  Deliver  Goods  to  Holder  of  Non-Negotiable  Bill 

of   Lading,  Though    Consignee   Named.  Does   Not   Exist: 

That  consignees  named  in  non-negotiable  bills  of  lading  did 
not  exist  did  not  entitle  railroad  to  deliver  goods  to  holders  of 
the  bills  of  lading,  but  it  was  required  in  such  case  to  warehouse 
the  goods  for  the  owner. — Ibid. 
Person  to  Whom   Railroad   Delivered   Goods   Presumed  to   Have 

Been  Acting  for  Consignee: 

In  shipper's  action  against  railroad  for  non-delivery  of  goods, 
it  will  be  presumed,  in  the  absence  of  evidence  that  person  to 
whom  railroad  delivered  goods  purported  to  be  acting  for  ship- 
per, or  that  railroad's  agent  supposed  him  to  be  so  acting,  that 
such  person  was  acting  for  the  consignee. — Ibid. 
Defense,  Alleging  Shipper's  Negligence  in  Permitting  Agent  to 

Handle  Shipments  and   Have  Possession  of  Bills  of  Lading, 

Held   Demurrable: 

In  shipper's  action  against  railroad  for  non-delivery,  follow- 
ing railroad's  delivery  of  goods  to  shipper's  agent,  pursuant  to 
agent's  plan  to  defraud  shipper,  special  defense,  alleging  that 
shipper  was  negligent  in  permitting  such  agent  to  handle  ship- 
ments and  have  possession  of  bills  of  lading  in  the  manner  in 
which  the  shipments  were  handled  and  the  manner  in  which  .such 
agent  had  possession  of  the  bills  of  lading,  held  demurrable  for 
lack  of  any  direct  allegation  that  the  agent  did  handle  shipments 
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and  did  have  possession  of  the  bills  of  lading  in  connection  with 
the  shipper's  business. — Ibid. 

Bank  with   Which    Draft  Attached  to  Bill  of  Lading   Deposited 
Held  Owner  of  the  Grain  Shipped: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  Where  a  pur- 
chaser orders  from  a  seller  grain  which  is  consigned  by  the 
seller  to  itself  with  a  memorandum  on  the  bill  of  lading  to 
notify  the  purchaser,  and  contemporaneously  the  seller  draws 
a  draft  on  the  purchaser  for  the  price  of  the  grain,  payable  to  a 
bank,  to  which  is  attached  the  bill  of  lading,  indorsed  by  the 
seller,  or  in  blank,  and  deposits  with  the  bank  the  draft  with  bill 
of  lading  attached,  and  the  amount  of  the  deposit  is  credited  to 
the  depositor's  general  account,  the  bank  becomes  the  purchaser 
of  the  draft  with  bill  of  lading  attached,  and  the  owner  of  the 
grain  represented  thereby.  (Southern  Flour  &  Grain  Co.  vs.  Cen- 
tral Texas  Exch.  Nat.  Bank,  109  S.  E.  Rep.  685.) 
Bank  Holding  Draft  with  Bill  of  Lading  Held  Entitled  to  Main- 
tain  Trover  When  Purchaser  Refused  to  Pay  or  Surrender 
Gram;  Bank  Suing  in  Trover  Entitled  to  Amount  of  Draft 
with  Interest  When  Not  More  than  Highest  Value  of  Grain: 
Where.  In  the  case  above  stated,  the  bank  presents  the 
draft,  with  the  bill  of  lading,  to  the  purchaser  of  the  grain  and 
demands  payments,  and  the  purchaser  refuses  to  pay  the  draft 
or  to  deliver  the  grain  on  demand,  the  bank  has  the  right  to 
bring  an  action  of  trover  against  the  purchaser  and  to  demand 
a  verdict  for  the  amount  of  the  draft,  with  7  per  cent  Interest, 
where  the  amount  is  not  more  than  the  highest  proved  value 
of  the  grain  between  the  date  of  the  conversion  and  the  trial. 
O'Neill  Mfg.  Co.  vs.  Woodley.  118  Ga.  117.  44  8.  E.  980;  Mill- 
town  Lumber  Co.  vs.  Carter,  5  Ga.  App.  353.  63  S.  E.  270.— Ibid. 
In  Trover  by  Bank  Holding  Draft  with  Bill  of  Lading,  Direction 
of  Verdict  for  Amount  of  Draft  with  Interest  Held  Not  Error: 
There  was  no  error  In  directing  a  verdict  for  the  plaintiff 
for  the  amount  of  the  draft,  with  7  per  cent  interest,  this  being 
less  than  the  highest  proved  value  of  the  grain,  which  th« 
plaintiff  had  elected  to  take,  and  which  the  evidence,  with  all 
reasonable  Inference*  and  deductions  therefrom,  proved  was  Its 
legal  right.— Ibid. 

Evidence  Held  Not  to  Show  Seller  Was  Agent  of  Holder  of  Bill 
of  Lading   in   Making  Agreement  with   Buyer: 
Where  the  sellers  of  grain  deposited  bill  of  lading  and  draft 
for  the  price  with  a  bank,  evidence  held  not  to  show  that  the 
sellers'  representative   In   agreeing  that   the   buyer  might   hold 
such  grain  as  a  margin  against  loss  on  other  shipments   was 
acting  for  or  on  behalf  of  the  bank.— Ibid. 

Evidence  Held   Not  to  Show  that   Bank   Holding   Draft  and   Bill 
of  Lading  Surrendered  Its  Title: 

Where  a  bank   holding  the  draft  and   bill  of  lading   for  a 
shipment   of   grain   permitted   It  to   be  delivered   to  the  buyer 
for  storage  to  prevent  damage  to  the  grain,  evidence  held  not 
to  show  that  it  surrendered  Ita  title  thereto.— Ibid. 
Doctrine  as  to   Innocent   Person  to   Bear  Loss  from  Third   Per 
son's    Acts     Held     Inapplicable    Against    Holder   of    Bill    of 
Lading: 

Where  the  bank  holding  the  draft  and  bill  of  lading  for  a 
shipment  of  grain,  permitted  delivery  to  the  buyer  for  storage, 
and  the  sellers  thereafter  agreed  that  the  buyer  might  hold  r 
as  margin  to  protect  against  loss  on  other  shipments,  the  doc- 
trine that  the  one  of  two  Innocent  persons  who  put  It  In  the 
power  of  a  third  person  to  Inflict  injury  must  bear  the  loss 
could  hot  be  Invoked  against  the  bank's  legal  rights.— Ibid 
Evidence  Held  to  Sustain  Finding  that  Bananas  Were  Frozen 

While  In   Possession  of  Connecting  Carrier,  and  by   Reason 

of    Its    Negligence: 

;<ellate  Court  of  Indiana.  Division  No.  2.)  In  action 
against  a  connecting  carrier  by  a  consignee  of  bananas  frozen 
when  delivered,  evidence  held  to  sustain  a  finding  that  the  bana- 
nas were  frozen  while  In  Its  possession  by  reason  of  Its  negligent 
failure  to  regulate  the  temperature  of  the  car  In  which  they 
were  shipped.  (Vandalla  R.  Co.  et  al.  vs.  La  Rosa.  133  N.  E. 
R*T>  152.) 
No  Complaint  of  Admission  of  Evidence  in  Absence  of  Showing 

of  Objection  or  Exception: 

Carrier  rannot  complain.  In  an  action  by  consignee  for  dam- 
age to  shipment  that  court  erred  In  permitting  plaintiff  to  testify 
n  '  -.tents  of  a  bill  of  lading  Issued  by  Initial  carrier, 

where 'It  to   not   shown  any  objection  was   made,  or  that  any 

'Ion   was  taken.— Ibid. 
Shipper  May  Sue  in  Tort  for  Negligence  in  Shipment: 

having  a  contract  with  a  common  carrier  for  the  trans- 
portation of  goods  may  sue  In  tort  and  claim  damages  for  neg- 
ligence In  the  performance  of  that  contract.— Ibid. 
Arrival   at    Destination   of   Goods   In    Damaged   Condition    Makes 

Prima   Facie  Case  Against  Carrier: 

(Supreme  Conn  of  Nebraska.)  Where  a  party  delivers 
goods  to  a  common  carrier  for  shipment  In  good  condition  and 
the  goods  arrive  at  destination  In  a  damaged  condition,  a  prima 
facie  cane  in  made  against  the  carrier  by  reason  of  a  presump- 
tion that  the  damage  resulted  from  some  cause  other  than  one 
which  would  exempt  the  carrier  from  liability.— Eckman  Chem- 


ical Co.  vs.  Chicago  &  N.  W.  Ry.  Co.  et  al.,  185  N.  W.  Rep.  444.) 
Effect  of  Presumption  that  Carrier  Was  Negligent  Stated: 

A  party  relying  upon  such  a  presumption  has  a  right  to  rest 
secure,  until  prima  facie  evidence  has  been  adduced  by  the  op- 
posite party;    but  the  presumption  should  never  be  placed  in 
the  scales  to  be  weighed  as  evidence. — Ibid. 
"Prima   Facie   Evidence"   Defined: 

"Prima    facie    evidence"    means     sufficient     evidence    upon 
which  a  party  will  be  entitled  to  recover  if  his  opponent  pro- 
duces no  further  testimony. — Ibid. 
Judicial    Notice    Not    Taken    that    Charcoal    Is    Predisposed    to 

Spontaneous  Combustion." 

Spontaneous  combustion  means  the  ignition  of  a  body  by 
the  internal  development  of  heat  without  the  action  of  an  ex- 
ternal agent,  and  the  court  will  not  take  judical  notice  that 
charcoal  Is  predisposed  to  generate  internal  heat,  sufficient  to 
start  fire.— Ibid. 
Instruction  Disregarding  Theory  of  Spontaneous  Combustion 

Held   Proper   Under  the   Evidence: 

There  is  no  evidence  in  this  case  tending  to  support  the 
theory   of   spontaneous    combustion,   and   the   instruction    com- 
plained of  was  rightly  given  and  those  requested  properly  re- 
fused.—Ibid. 
Allowance   of   Attorney's    Fees,   in    Actions   Against   Carriers    in 

the  Nature  of  Reimbursement  for  Costs,  and  Law  Therefor 

hot  Unconstitutional   as  Providing   Penalty: 
The  attorney  fee  allowed  is  in  the  nature  of  reimbursement 
of  costs,  and  the  law  authorizing  it  is  not  unconstitutional  as 
providing  a  penalty. — Ibid. 
Provision   in    Bill   of   Lading   Making    Initial   Carrier   Not   Liable 

for  Damage  Not  Sustained  on   Its  Own   Line  No  Defense  in 

Action  Against  It  Therefor: 

(Supreme  Court  of  Arkansas.)  In  shipper's  action  against 
Initial  carrier  for  damages  to  goods  sustained  while  in  hands 
of  connecting  carriers,  provision  in  bill  of  lading  making  de- 
fendant not  liable  for  damage  not  occurring  on  its  own  line 
held  no  defense.  In  view  of  Crawford  &  Moses'  Dig.  Sec.  924, 
making  railroad  which  has  Issued  bill  of  lading  liable  for  damage 
caused  by  any  carrier  to  which  the  property  may  pass  during 
transportation  tlx-reof.  (Ft.  Smith  S.  &  R.  I.  R.  Co.  vs.  Scrog- 
Kins  et  al.,  234  S.  W.  Rep.  999.) 
Connecting  Carrier  Held  Not  a  Necessary  Party  to  Action 

Against   Initial  Carrier: 

In  an  action  against  Initial  carrier  for  damage  to  goods 
sustained  while  In  possession  of  connecting  carrier,  the  connect- 
ing carrier  was  not  a  necessary  party,  in  view  of  Crawford  & 
Moses'  Dig.  Sec.  924,  giving  initial  carrier,  required  to  pay 
damage  caused  by  connecting  carrier,  right  of  action  therefor 
against  connecting  carrier. — Ibid. 
Carrier  Cannot  Excuse  Damage  Occurring  During  Transportation 

by  Showing   Difficulties  or  Interferences  in  Procuring  Cars: 
arrler  cannot  excuse  Itself  for  damage  to  cotton  occur- 
ring during  transportation  by  showing  difficulties  or  Interferences 
In  procuring  cars  for  shipment. — Ibid. 
Instruction  Held  Erroneous  in  Ignoring  Question  of  Liability  for 

Concurring    Negligence: 

In  action  against  railroad  for  damage  to  cotton  occurring 
during  transportation,  instruction  that.  If  damage  was  caused 
by  different  causes  for  only  one  of  which  the  defendant  was 
Individually  responsible,  plaintiff  had  the  burden  of  distinguish- 
ing the  damage  resulting  from  the  cause  for  which  defendant 
was  responsible  from  that  resulting  from  other  causes,  held 
properly  refused.  In  that  It  Ignored  the  question  of  liability  for 
concurring  negligence. — Ibid. 
Instruction  Properly  Refused  for  Failure  to  submit  Issue  as  to 

Whether  Goods  Were  Damaged  Before  Delivery  to  Carrier: 

In  Action  against  railroad  for  damage  to  cotton  occurring 
during  transportation,  instruction  that,  if  damage  was  caused 
by  different  causes  for  only  one  of  which  the  defendant  was 
Individually  responsible,  plaintiff  had  the  burden  of  distinguish- 
ing the  damage  resulting  from  the  cause  for  which  defendant 
was  responsible  from  that  resulting  from  other  causes,  held 
properly  refused.  In  that  it  failed  to  submit  Issue  as  to  whether 
cotton  was  damaged  before  delivery  to  carrier. — Ibid. 

BILLS   OF    LADING 

Causes  of  Action  Based  Upon  Deceit  May  Be  Properly  United: 
(Supreme  Court.  Appellate  Division,  First  Department.)  A 
cause  of  action,  predicated  on  a  common-law  count  of  fraud  in 
Issuing  a  bill  of  lading  under  false  representations  that  the 
goods  had  been  received  by  defendant,  may  properly  be  united 
with  another  cause  of  action  for  the  fraudulent  issuance  of  the 
bill  in  violation  of  the  state  and  federal  law,  both  causes  of 
action  being  based  on  deceit  resulting  from  the  fraudulent  issue 
of  the  bill.  (Rlutzkln  et  al.  vs.  Gerhard  &  Hey,  Inc.,  191  N.  Y. 
Hupp.  104.) 

Bill    of   Lading    Negotiable    Notwithstanding    Person    Other  than 
Consignee  to    Be    Notified: 

That  a  bill  of  lading  refers  to  a  party  other  than  the  con- 
signee as  the  party  to  be  notified  does  not  limit  the  negotiability 
of  the  bill  or  constitute  notice  to  the  purchaser  of  rights  or 
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equities  of  such  person  In  the  goods  in  view  of  Personal  Prop- 
erty Law,  sec.  195. — Ibid. 
Bill   of   Lading    Held   Negotiable: 

A  bill  of  lading  containing  nothing  on  its  face  indicating 
that  it  is  not  negotiable  is  negotiable  in  view  of  Personal  Prop- 
erty Law,  sec.  194,  239. — Ibid. 
Common  Carrier's  Liability  Held  to  Attach  to  Forwarders: 

Where  persons  calling  themselves  forwarders  are  so  con- 
ducting their  business  as  to  lead  the  public  to  believe  that  they 
are  carriers  and  are  employed  as  carriers  to  ship  goods  with- 
out any  knowledge  of  their  true  character,  the  liability  of  a 
common  carrier  will  attach  to  them. — Ibid. 
Beneficiary  of  Fraudulent  Issuance  of  Bill  of  Lading  Heidi 

Estopped  from  Questioning  Plaintiffs'  Title  to  Bill. 

In  an  action  by  a  purchaser  of  a  bill  of  lading  for  fraud  in 
the  issuance  thereof  under  false  representation  that  the  goods 
had  been  received  by  the  person  issuing  the  bill  and  had  been 
shipped,  where  it  appeared  that  defendants  had  accepted  and 
retained  the  money  obtained  through  the  fraud,  held,  that  they 
were  estopped  from  questioning  plaintiffs'  title  to  the  bill.— Ibid. 

CARRIAGE  OF  LIVE  STOCK 

Shipper  Whose  Case  Is  Based  on  Specific  Act  of  Negligence 
Has  Burden  of  Proving  Damage  Resulting  Therefrom: 
(St.  Louis  Court  of  Appeals.)  A  shipper  whose  case  against 
a  carrier  is  based  on  a  specific  act  of  negligence,  as  failure  to 
furnish  a  clean  car  as  required  by  Rev.  St.  1919,  sec.  10004, 
10005,  and  not  on  the  common-law  liability  of  the  carrier  as 
an  insurer,  has  the  burden  of  proving  that  such  negligence 
caused  or  was  an  active  co-operative  cause  in  producing  the 
damage.  (Rhodes  vs.  Missouri  Pac.  R.  Co.  et  al.,  234  S.  W.  Rep. 
1026.) 

Whether  Dust' in  Cars  Caused  Death  of  Hogs  Question  for  Jury 
Under  Evidence: 

Plaintiff,  suing  for  death  of  hogs  in  transit,  alleging  as 
cause  negligent  failure  to  furnish  clean  cars,  held,  by  evidence 
as  to  condition  of  hogs  when  delivered  to  carrier,  weather  con- 
ditions, amount  of  dust  and  filth  in  car,  and  testimony  of  vet- 
erinarian as  to  what  effect  such  an  amount  would  have  on  hogs 
in  a  car,  to  make  out  a  case  for  the  jury- — Ibid. 
On  Demurrer  to  .  Evidence,  It  Is  to  Be  Viewed  in  Light  Most 
Favorable  to  Plaintiff: 

The  evidence  on  demurrer  thereto  must  be  viewed  in  the 
light  most  favorable  to  plaintiff,  giving  him  the  benefit  of  every 
legitimate  inference  which  may  be  fairly  and  reasonably  drawn 
therefrom.— Ibid. 

Case  for  Jury  When  Evidence  Is  Reasonably  Susceptible  of  Two 
Inferences: 

The  case  is  for  the  jury  if  the  evidence  is  reasonably  sus- 
ceptible of  two  inferences,  one  tending  to  show  right  of  recovery 
and  the  other  fatal  thereto. — Ibid. 
When  Shipper  Assumes  Risk  of  Car  in  Bad  Shape  Stated: 

A  shipper  of  live  stock  does  not  assume  the  risk  thereto 
from  dirty  cars,  though  knowing  of  their  condition  before  load- 
ing, unless  he  knew  of  the  danger,  and  there  were  other  suitable 
cars  reasonably  available.- — Ibid. 

Conflict     in     Instructions    Because    of    Instruction    Erroneously 
Given  at  Appellant's  Request  Not  Ground  of  Complaint: 
Where,  under  the  undisputed  evidence,  defendant  was  not 
entitled  to  an  instruction,  given  at  its  request,  it  may  not  com- 
plain of  conflict  thereof  with  an  instruction  given  for  plaintiff. — 
Ibid. 

Judicial    Notice   Taken   of  Status   of   Railroad    Under  War-Time 
Control  and  of  Director-General's  Orders: 
Judicial  notice  will  be  taken  of  war-time  federal  control  of 
railroads  under  the  President's  proclamation,  and  of  the  Director- 
General's   order  for  action   against  him   alone   for   damage   to 
shipper  during  such  control. — Ibid. 

Judgment  Against   Railroad   Company,    Misjoined   with    Director- 
General,  Reversed  as  to  It: 

For  misjoinder  of  railroad  company  in  action  by  shipper  for 
damage  during  federal  control,  judgment  for  plaintiff  will  be 
reversed  as  to  such  company. — Ibid. 

TELEGRAPHS  AND  TELEPHONES 

Telegraph   Company   Acts   as   Common   Carrier   In   Transferring 
Money,  and  Is  Liable  for  Want  of  Ordinary  Care: 
(Appellate  Court  of  Indiana,  Division  No.  2.)     A  telegraph 
company,  in  transferring  money  by  wire,  was  acting  as  a  com- 
mon carrier,  and  bound  to  use  ordinary  care;   and -if,  through 
want  of  such  care,  it  paid  the  money  to  an  impostor,  it  was 
liable.     (Western  Union  Telegraph  Co.  vs.  Lapenna,  133  N.  E. 
Rep.  144.) 

Telegraph  Company  Liable  for  Want  of  Ordinary  Care  in  Pay- 
ing Money,  Notwithstanding  Identification  Waiver: 
That  one  delivering  money  to  a  telegraph  company  for 
transmission  by  wire  executed  an  identification  waiver,  provid- 
ing that  the  payee  should  not  be  required  to  produce  positive 
evidence  of  personal  identity,  and  that  the  company  might  pay 
the  money  to  such  person  as  its  agent  believed  to  be  the  payee, 
did  not  relieve  the  company  from  the  exercise  of  reasonable 
care  in  identifying  the  person  to  whom  the  money  should  be 
paid  or  in  arriving  at  a  belief  as  to  his  identity;  and  if  it  paid 


the  money  to  an  impostor  as  a  result  of  failure  to  exercise  rea- 
sonable care,  it  was  liable  to  the  sender. — Ibid. 
Cannot  Contract  for  Freedom  from  Liability  for  Negligence: 

While  a  common  carrier  may,  by  special  contract,  free  him- 
self from  many  common-law  liabilities,  he  cannot  contract  for 
exemption  from  liability  for  his  own  fraud  or  negligence. — Ibid. 
Negligence  in  Paying  Money  Transferred  by  Wire  Held  a  Ques- 
tion of  Fact: 

Whether  a  telegraph  company,  transferring  money  by  wire, 
was  guilty  of  negligence  in  delivering  it  to  an  impostor,  who 
did  not  even  claim  to  live  at  the  address  given,  but  who,  in 
the  name  of  the  addressee,  had  sent  ihe  telegram  in  response 
to  which  the  money  was  sent,  held  a  "question  of  fact  for  the 
court. — Ibid. 


TO  APPOINT  TRANSPORTATION  HEAD 

The  Traffic  World  Washington  Bureau 

Legislation  authorizing  appointment  by  the  President  of  a 
"Commissioner  General  of  Transportation"  will  be  recommended 
to  the  board  of  directors  of  the  Chamber  of  Commerce  of  the 
United  States  at  the  meeting  of  the  national  council  of  the 
Chamber  in  Washington,  February  8  and  9,  by  the  committee  on 
railroads  of  the  Chamber. 

"It  is  the  sense  of  this  committee  that  there  should  be  some 
governmental  agency  adequately  equipped  having  appropriate 
jurisdiction  and  the  duty  to  promote,  sustain  and  develop  the 
transportation  facilities  of  the  country  in  the  light  of  the  public 
interest  before  committees  of  Congress  and  before  the  various 
governmental  agencies  now  in  existence  or  hereafter  created  that 
have  power  of  action  or  decision  in  respect  to  any  matters  affect- 
ing transportation,"  the  committee  said. 

"Pursuant  to  this  principle  the  committee  presents  the  fol- 
lowing recommendations:. 

1.  That  the  Chamber  of  Commerce  urge  Congress  to  enact  appro- 
priate legislation  authorizing  the  President  to  appoint  and   prescribe 
the  compensation  of  a  special  administrative  officer  with  the  title  of 
Commissioner  General  of  Transportation. 

2.  The  Commissioner  should  hold  office  subject  to  the  will  of  the 
President,    and   upon   the   occurrence   of   a   vacancy   in   the   office   the 
President   should   appoint   and  prescribe   the   compensation   of  a   suc- 
cessor. 

3.  The  Commissioner  should  be  selected  because  of  his  familiarity 
and   experience  with   transportation   conditions,   problems   and   neces- 
sities,  and  should  keep  himself  informed  of  the  transportation  needs 
of  the  country  and  make  such  recommendations  to  all  governmental 
agencies  charged  with  the  regulation  of  interstate  transportation  as  he 
may  find  will  be  for  the  public  interest  and  will  tend  to  co-ordinate 
the  administration  of  the  laws  respecting  interstate  transportation  by 
land,  water  and  air  for  the  promation  and  development  of  a  national 
system   of   rail,   water,    highway   and   aerial    transportation,    and   will 
make  possible  the  articulation  and  economical  use  of  all  transportation 
facilities    including    tracks,    highways,    terminals,    transfer    facilities. 
docks  and  landing  places.     The  Commissioner  should  make  an  annual 
report  of  these  matters  to  the  President  for  transmission  to  Congress. 

4.  The  Commissioner  should  not  be  permitted  to  engage  in  any 
other  business,  vocation  or  employment  during  his  term  of  office,  nor 
to   be   eligible   to   any   elective   office   within   two    (2)    years    after   he 
ceases  to  be  Commissioner. 

5.  The   Commissioner   should  ascertain   and   report  to   the  Presi- 
dent  from   time   to   time   for  transmission   to   Congress   each   and   all 
conflicting  or  inharmonious  functions  and  rulings  of  any  one  or. more 
boards,    commissions,    bureaus    or   other   governmental    agencies   with 
respect   to  interstate  transportation   as   related   to   the   functions  and 
rulings  of  any  or  all  other  such  agencies  that  cannot  be  so  reconciled 
by  administrative   practices   as   to   promote   the   general   development 
of  a  co-ordinated  system  of  interstate  transportation;   such   report  to 
be  accompanied  by  recommendations  of  the  Commissioner  designed  to 
correct  and  remove  such  inharmonious  provisions  and  practices. 

6.  The  Commissioner  should  render  all  possible  assistance  to  the 
Interstate   Commerce   Commission    in   facilitating   and   advancing   the 
consolidation  of  railroads  into  a  limited  number  of  competing  systems 
as  authorized  in  the  transportation  act,  1920. 

7.  The  Commissioner  should  be  notified  of  all  hearings  before  any 
board,  commission,  bureau  or  other  governmental  agency  now  existing 
or  hereafter  created  with  respect  to  transportation,  rates,  fares,  regu- 
lations, terminal  charges,  wages,  working  conditions  or  other  subject 
matter  affecting  interstate   transportation;   and  should  be   entitled  to 
be  heard  in  person  or  by  representative  at  all  such  hearings  and  to 
produce  evidence  that  will  tend  towards  a  result  that  will  promote  and 
facilitate  the  continuous  development  of  an  interstate  transportation 
system  that  will  be  adequate  and  efficient  to  meet  the  transportation 
needs  of  the  country. 

8.  The  Commissioner  should  be  authorized  to  call  upon  any  de- 
partment or  bureau  of  the  government  for  any  information  as  to  Inter- 
state   transportation    matters    that    may    be    needed    by    him    in    the 
performance  of  his  duties;  and  such  departments  and  bureaus  should 
be  required  to  furnish  such  information  on  his  request. 

9.  The    Commissioner    should    be    authorized    to    grant    federal 
charters  to  corporations  proposing  to  engage  in  interstate  transporta- 
tion by  land,  water  or  air,  and  upon  application  therefor,   to  convert 
state  cornorations  so  engaged  into  federal  corporations  so  that  by  such 
conversion   the   existing   corporation    shall    not   close    or   interrupt   its 
business  as  a  common  carrier,  nor  shall  any  of  its  existing  obligations 
to  others  nor  any  existing  obligations  of  others  to  it  be  in  any  manner 
prejudiced   or   impaired,   but   it   shall   continue   as   a  corporation   with 
the  same  officers  and  directors  until  other  directors  shall  have  been 
chosen   under  the  federal  charter  and   the   same  property  assets  and 
business   as   before    its   conversion,    save    only   that   jurisdiction    over 
it  as  a  corporation  shall  be  vested  in  the  government  of  the  United 
States. 

10.  The  Congress  should  make  adequate  appropriations  for  carry- 
ing  out   the   foregoing   provisions    until    such    time   as    receipts    from 
charter   license  fees  to  be  authorized   by   Congress  are   sufficient   for 
this  purpose. 

The  committee  on  railroads  is  composed  of  the  following: 
George  A.  Post,  chairman;  Walter  S.  Dickey,  F.  C.  Dillard,  Emory 
R.  Johnson,  Charles  E.  Lee,  Thomas  C.  Powell,  Wllmer  W.  Sal- 
mon, George  W.  Simmons.  Alexander  W.  Smith,  and  Harry  A. 
Wheeler. 


January  28.  1922 
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MILEAGE  BOOK  BILL  PASSED 

Tkf  Trtfc  World  Washington  Bureau 

Without  a  record  vote,  the  Senate.  January  21,  passed  the 
Cummins'  substitute  for  the  mileage  book  bill.  The  measure 
now  goes  to  the  House  for  action.  One  change  was  made  in  the 
substitute  as  offered,  the  word  "directed"  being  substituted  for 
the  word  "empowered"  in  the  second  paragraph  of  the  bill  so 
that  the  Commission  "Is  directed  to  require,  after  notice  and 
hearing,"  etc.  The  measure  as  passed  follows: 

That  Section  22  of  the  act  entitled  "An  act  to  regulate  commerce." 
, ;  i  :,^.  I  1  .  !  r'i  .r'.  I  1  •«:..•.•...!!.•  !<•!.  .1  :.-:•:••-.  :..•,.!.  .1  :  slSWt- 
Ing  "(I)"  after  the  lection  number  at  the  beginning  of  such  section 
and  by  adding  to  the  section  two  new  paragraphs,  as  follows,  to-wlt: 

"(2)  The  Commission  Is  directed  to  require,  after  notice  and  hear- 
ing, each  carrier  by  rail,  subject  to  this  met.  to  Issue  at  such  offices 
as  may  be  prescribed  by  the  Commission  Joint  Interchangeable  mile- 
age tickets  at  a  Just  and  reasonable  rate  per  mile,  good  for  interstate 
passenger  carriage  upon  the  passenger  trains  of  any  and  all  other 
carriers  by  rail  subject  to  this  act.  Such  tickets  may  be  required  to 
be  Issued  for  any  distance  not  exceeding  5.000  miles  nor  less  than  1.000 
miles.  Before  making  any  order  requiring  the  Issuance  of  any  such 
tickets  the  Commission  shall  make  and  publish  such  reasonable  rules 
and  regulations  for  their  issuance  and  use  as  In  Its  Judgment  the  pub- 
lic Interest  demands:  and  especially  It  shall  prescribe  whether  such 
tickets  are  transferable  or  nontransferable.  and  If  the  latter,  what 
identification  may  be  required:  and  especially,  also,  to  what  baggage 
**••  the  lawful  holders  of  such  tickets  are  entitled. 

"(3)  Any  carrier  which  through  the  act  of  any  agent  or  employe 
willfully  refuses  to  Issue  or  accept  any  such  ticket  demanded  or  pre- 
sented under  the  lawful  requirements  of  this  act.  or  willfully  refuses 
to  conform  to  the  rules  ana  regulations  lawfully  nude  and  published 
by  the  Commission  hereunder.  or  any  person  who  shall  willfully  offer 
irriage  any  such  ticket  contrary  to  the  said  rules  and  regulations 
shall  he  deemed  guilty  of  a  misdemeanor  and  upon  conviction  shall  be 
flaed  not  to  exceed  11.000." 

Acceptance  of  the  substitute  was  a  victory  for  Senator  Cum- 
mins, who  made  a  determined  fight  against  the  passage  of  the 
original  bin.  which  provided  that  carriers  "shall  issue  inter- 
changeable nontransferable  5,000-mile  tickets  •  •  •  to  b*  sold 
at  the  rate  of  2'i  cent*  a  mile"  The  original  bill  was  taken 
from  the  Senate  committee  on  interstate  commerce  on  motion 
of  Senator  Robinson,  of  Arkansas.  Just  before  adjournment  was 
taken  for  the  holidays,  no  report  having  been  submitted  by  the 
committee  on  the  bill. 

An  amendment  to  the  mileage  book  bill  offered  by  Senator 
Harris  of  Georgia,  providing  that  two  year*  after  passage  of  the 
act  It  "shall  be  unlawful  for  a  common  carrier  to  use  a  passenger 
car  in  any  tram  used  In  whole  or  In  part  for  the  transportation 
of  passengers  for  hire,  unless  such  car  Is  constructed  of  steel 
and  that  the  use  In  pa»s»>nger  trains  of  wooden  can  between 
or  In  front  of  steel  can  Is  prohibited,"  was  held  out  of  order 
because  not  germane  to  the  measure  under  consideration. 

Debate  en  the  Bill 

Although  saying  Congress  could  fix  every  freight  and  pas- 
sengpr  rate  In  the  United  States.  Senator  Cummins,  on  the  sec- 
ond day  of  debate  on  the  mileage  book  bill,  declared  if  it  at- 
tempted to  exercise  that  power  the  transportation  of  the  United 
States  would  quickly  fall  Into  such  confusion  that  the  condition 
would  be  intolerable,  and  that  the  practice  would  not  be  per- 
sisted In  very  long. 

The  chairman  of  the  Senate  Interstate  commerce  committee 
also  differed  with  Senator  RoMnson  as  to  the  Commission  now 
having  authority  to  require  the  railroads  to  Issue  mileage  books 
at  reduced  rate*. 

"The  mere  power  to  establish  reasonable  rates  for  passen- 
ger travel  does  not  give  the  Commission  the  power  to  require 
one  railroad  to  sell  ticket*  which  are  good  all  over  the  United 
States,"  said  be.  "I  am  sure  that  must  be  the  conclusion  of 
most  lawyers  who  have  examined  the  matter." 

The  senator  set  forth  five  reasons  why  he  was  opposed  to  the 
bill  as  follow*: 

First.  It  Is  plainly,  obviously  unconstitutional. 

Second.  If  It  were  constitutional.  It  Is  manifestly  unwise  for  Con- 
gress to  attempt  to  fix  either  freight  or  passenger  rates. 

Third,  because  Just  at  this  time  we  ought  not  to  put  any  obstacle 
In  the  way  of  the  efforts  of  the  Commission  or  the  carriers  to  reduce 
freight  rates.     The  passage  of  this  bill,  as  It  I*  now  before  the  Sen- 
will  jimt  ns  surely  arrest  the  progress  of  that  movement  as  that 
to  go  on. 

••  of  practically  1  cent  per  mile  would  be  the 

grossest  sort  of  discrimination  In  favor  of  corporations  and  Individuals 
who  ran  afford  to  buy  $125  worth  of  transportation  at  one  time. 

It  tnken  direct  pomies*lon  of  the  authority  which.  In 

my  Judgment.   \*  vested  In  the  neveraJ  states  and  attempts  to  fix  pas- 

•enirer   rate*    within    the   states   nnd    for   Journey*   wholly   within    the 

As  earnestly  as  some  advocates  of  universal 

and    nation  >i    rontrol    hnve    contended    for    the    proposition.    Congress 
•ipted  to  assert  the  power  of  fixing,  primarily  and 
the    rat"*    either    for    the    transportation    of    freight    or    the 
tran-oort.  frtft-rn  wholly  within  a  stote. 

In  support  of  his  contention  that  the  bill.  If  passed,  would 

be  Invalid.  Senator  Cummin*  cited  the  decision  of  the  Supreme 
rt  In  th<>  case  of  Lake  Shore  A  Michigan  Southern  Railway 
•nlrh.  IT':  r    S.  894.  wherein  It  was  held  that  It  was  un- 
constitutional for  the  state  of  Michigan,  after  prescribing  cer- 
tain maximum  fares,  to  require  the  sale  of  mileage  tickets  at  a 
conoMerablv  lower  rate  per  mile.     He  said  the  law  there  held 
invalid  was  substantially  the  same  as  the  bill  urged  by  Senator 
Rohir 


After  reading  from  the  opinion,  the  senator  said  he  believed 
if  his  amendment  passed  that  the  Commission,  after  proper  In- 
vestigation, etc.,  could  require  fair  reductions  in  the  casq  of 
those  who  use  mileage  books,  but  that  such  reduction  must  not 
be  an  arbitrary  reduction. 

"It  has  been  urged  upon  the  Interstate  Commerce  Commis- 
sion, almost  from  the  time  the  Commission  was  organized," 
said  he,  "that  a  great  shipper,  like  the  United  States  Steel  Co.,  or 
the  Standard  Oil  Co..  or  any  other  great  factory  which  furnishes 
hundreds  and  thousands  of  carloads  every  month  or  every  year, 
is  entitled  to  a  lower  rate  per  carload  than  the  shipper  who 
ships  but  one  carload  per  year  of  that  commodity:  but  the  Com- 
mission has  stood  steadfastly  and  firmly  against  the  effort  to 
reduce  the  carload  rates  because  of  the  extent  of  the  business  of 
the  shipper,  and  I  think  very  wisely. 

"In  this  case  if  the  Commission,  after  its  investigation,  finds 
that  the  railroads  can  afford,  by  reason  of  lessened  cost,  to  sell 
5,000-mile  tickets  or  2,000-mile  tickets,  I  believe  it  has,  or  would 
have  if  my  amendment  were  passed,  the  authority  to  require 
the  railroads  to  issue  those  tickets;  but  an  act  simply  declaring 
that  every  railroad  in  the  United  States  shall  issue  5,000-mile 
tickets,  usable  and  good  upon  every  other  railroad  in  the  United 
States,  when  the  rate  established  by  the  Commission  as  a  fair 
and  reasonable  rate  for  travel  is  substantially  1  cent  per  mile 
higher  than  that  mentioned  in  the  bill  before  us,  is  beyond  our 
powej-.  It  is  not  only  unfair  and  unjust,  but  it  Is  not  within  our 
constitutional  authority  to  enact. 

"Every  man  who  knows  anything  about  the  subject  knows 
that  there  is  not  the  difference  of  1  cent  or  1  1-3  cents  per  mile 
in  the  cost  of  the  service,  comparing  mileage  tickets  and  specific 
tickets.  There  may  be  some  difference;  I  am  not  prepared  to 
say  what  it  is.  I  am  not  well  enough  informed  to  say  what  it 
is,  any  more  than  I  am  well  enough  informed  to  say  what  should 
be  the  rate  upon  a  carload  of  apples  from  Arkansas  to  Chicago 
or  New  York.  Whenever  the  Congress  of  the  United  States  en- 
ters upon  the  field  of  determining  at  what  rate  either  com- 
modities or  persons  shall  be  carried  throughout  the  United  States, 
it  will  not  only  enter  a  field  of  chaos  and  confusion,  but  it  will 
Inflict  infinite  injury  not  on  the  railroads  alone  but  upon  the 
commerce  of  the  country  as  well. 

"We  have  organized  a  commission  which  has  now  been  func- 
tioning for  about  26  years,  and  its  members  are  constantly  in- 
vestigating these  subjects,  and  they  are  as  familiar  with  them  as 
their  mentality  will  permit  them  to  be.  That  commission  is  the 
proper  authority  to  declare  what  the  rate  upon  a  mileage  ticket 
shall  be." 

Abolition  of  Labor   Board 

In  response  to  a  question  by  Senator  Dial  of  South  Carolina 
as  to  whether  more  progress  toward  reducing  rates  would  be 
made  If  the  powers  of  the  Labor  Board  were  conferred  on  the 
Commission,  Senator  Cummins  said  he  hesitated  to  take  up 
that  question  at  this  time — that  there  were  arguments  being 
made  for  and  against  such  a  move. 

"I  win  not  insist  on  an  answer."  said  Mr.  Dial,  "but  so  far 
as  I  am  concerned.  I  should  like  to  repeal  all  these  laws  and  let 
the  railroads  go  along  like  other  institutions  and  run  their  roads 
on  a  common-sense  basis." 

"That  Is  a  view  which  is  held  by  a  great  many  people  and 
by  the  roads  especially,"  said  Senator  Cummins. 

Senator  Watson  of  Indiana  said  he  desired  to  say  that  he 
shared  the  opinion  of  Senator  Dial  as  to  the  Labor  Board  being 
abolished. 

"If  I  had  my  way,"  said  he,  "I  would  abolish  the  board  out- 
right and  not  transfer  its  functions  to  any  other  body." 

Senator  Cummins  said  he  was  not  in  favor  of  abolishing  a 
tribunal  to  adjudicate  disputes  between  the  railroad  companies 
and  their  employes — that  the  employe  should  be  protected  as  to 
fair  wages  just  as  much  as  the  shipper  should  be  with  regard 
to  rates. 

"If  the  railroad  companies  had  free  rein  at  this  time,"  said 
be,  "and  could  cut  the  wages  of  their  employes  In  two,  as  some 
people  think  they  should  do,  I  know  that  freight  rates  could  be 
reduced  greatly:  but  I  do  not  believe  that  the  employes  of  the 
railroad  companies.  In  view  of  the  present  situation,  should  be 
at  the  merry  of  their  employers  so  far  as  a  reduction  In  wages 
is  concerned." 

Senator  Robinson  said  he  concurred  In  what  Senator  Cum- 
mins said  with  regard  to  rate  and  wage  regulation. 

Resuming  dlooucslon  of  the  pending  bill,  Senator  Cummins 
said  If  It  were  passed,  the  result  would  necessarily  be  considered 
by  the  Commission  In  passing  on  the  demand  for  a  reduction  in 
freight  rates. 

Senator  Walsh  of  Montana  «ald  It  was  obvious  that  If  pas- 
senger rates  were  rut,  the  revenue  would  have  to  come  from 
higher  rates  elsewhere. 

"It  has  been  the  policy  of  the  United  States."  said  Senator 
Cummins,  "for  years  to  submit  to  an  impartial  semi-judicial 
body  the  question  of  the  ,1ust  and  reasonable  rates  that  ought 
to  prevail  throughout  the  United  States,  both  for  the  carriage  of 
passengers  and  the.  transportation  of  freight.  The  Inter- 
Commerce  Commission  Is  now  and  has  been  for  a  long  time, 
for  a  year  past  and  more,  engaged  In  an  investigation  looking 
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to  a  reduction  of  all  rates,  if  it  be  possible  to  reduce  them  in 
view  of  conditions  which  now  prevail. 

"I  have  not  even  imagined  the  possibility  that  Congress  at 
this  time  or  at  any  time  would  withdraw  from  the  jurisdiction 
of  the  Interstate  Commerce  Commission  the  duty  of  fixing  freight 
rates.  For  Congress  to  enter  upon  the  task  of  adjusting  the 
freight  rates  of  the  United  States  would  be  simply  to  publish 
its  incapacity  to  deal  with  the  subject." 

Senator  Cummins  said  there  was  no  doubt  about  the  "em- 
phatic" demand  for  rate  reductions,  but  that  there  was  just  as  an 
imperative  demand  for  the  continuance  of  the  transportation 
system,  and  that  he  assumed  that  neither  Congress  nor  any 
other  power  would  attempt  to  destroy  that  system.  In  order 
that  it  be  maintained,  he  said,  it  was  necessary  that  its  revenue 
as  a  whole  should  be  adequate. 

"If  by  enacting  this  bill."  he  continued,  "we  take  $5,000,000 
or  $50,000,000  or  $100,000,000  from  the  revenues  of  the  railroad 
companies,  taken  as  a  whole,  then,  if  the  existing  revenues  of 
the  railroad  companies  are  not  more  than  sufficient  to  maintain 
them,  it  will  be  the  absolute  duty  of  the  Interstate  Commerce 
Commission  to  increase  freight  rates  in  order  to  meet  the  deficit 
so  created.  That  must  be  obvious  to  the  most  casual  examiner 
of  this  subject." 

Mr.  Cummins  said  he  had  submitted  several  inquiries  on  the 
subject  to  the  Commission  to  ascertain  what  the  loss  in  rev- 
enues might  'be  if  the  bill  were  passed  and  that  it  was  estimated 
that  the  revenues  of  the  railroad  companies  would  be  reduced 
eighty  or  eighty-five  million  dollars  a  year,  the  estimate  being 
based  on  the  average  passenger  traffic  of  the  last  two  years.  He 
then  reviewed  the  financial  condition  of  the  roads  as  a  whole  in 
the  last  year.  He  said  that,  making  proper  deduction  for  de- 
ferred  maintenance,  the  railroads  in  1921  were  $75,000,000  short 
of  the  amount-  needed  to  -pay  the  interest  on  their  bonds.  He 
made  a  strong  plea  to  the  Senate  to  leave  the  question  of 
freight  rates  and  passenger  fares  to  the  Commission. 

"I  am  appealing  to  senators  not  to  undertake  to  abolish  the 
Interstate  Commerce  Commission  and  substitute  their  own  imma- 
ture and  incomplete  judgment  with  regard  to  the  effect  which  a 
reduction  of  rates  will  have  upon  the  revenues  of  the  carriers," 
said  he. 

Selling  mileage  books  at  2%  cents  a  mile  would  not  increase 
the  purchasing  power  of  the  man  who  ultimately  must  create  the 
market  for  commodities  throughout  the  country,  Senator  Cum- 
mins said,  in  answer  to  the  prediction  that  if  commercial  travel- 
ers could  have  reduced  passenger  fares  business  would  increase. 
Views  of  Commissioner  Esch 

Senator  Cummins  submitted  the  letter  from  Commissioner 
Esch  which  was  written  in  response  to  the  questions  asked  of 
the  Commission  relative  to  the  proposed  legislation.  In  conclu- 
sion the  letter  said: 

It  may  be  proper  to  remark  that  in  the  past  bills  somewhat  similar 
to  this  one  have  been  referred  to  us  for  our  views,  and  we  have  ex- 
pressed our  disapproval  of  them,  not  only  on  the  grounds  indicated 
but  on  account  of  the  inadvisability,  as  it  seems  to  us,  of  fixing  rates 
or  fares  by  statute. 

It  has  seemed  to  us  that  when  reductions  in  fares  were  warranted 
they  should  be  made  in  such  a  way  that  all  travelers  could  benefit  by 
them.  The  carriers  in  New  England  are  now  before  us  with  a  re- 
quest for  some  readjustment  of  divisions  which  will  give  them  addi- 
tional revenues.  Much  of  the  revenue  of  the  New  England  roads  is 
derived  from  passenger  traffic.  In  proposed  increases  in  New  England 
(49  I.  C.  C.,  421),  we  said,  page  443: 

"There  is  probably  no  part  of  the  country  where  the  sale  of  mileage 
hooks  on  a  suhstantially  lower  basis  per  mile  than  regular  one-way 
fares  has  resulted  in  such  flagrant  abuses,  such  unjust  discriminations, 
and  such  impairment  of  railroad  revenues  as  in  New  England." 

The  bill,  in  effect,  creates  a  privileged  or  favored  class  into  which 
no  one  may  enter  who  has  not  $125  available  for  the  purpose.  What- 
ever reduction  in  cost  of  travel  is  thus  effected  would  inure,  not  to 
those  of  small  means,  who  need  it  most,  but  to  those  with  abundant 
moneys  in  hand,  who  need  It  least.  The  mileage  ticket  sought  at  a 
rate  of  2.5  cents  per  mile  would  ennhle  the  holder  to  travel  over  the 
Southern  Pacific  line  in  Arizona  or  Nevada,  where  the  base  rate  is  4.8 
cents  per  mile,  or  over  other  lines  in  the  state  where  the  base  rate  is 
still  higher,  and  In  doing  so  to  ride  in  Pullman  cars  without  paying 
the  so-called  Pullman  surcharge,  which  accrues  to  the  rail  carrier. 
His  fellow  passengers,  sharing  the  same  accommodations,  would  pay 
twice  as  much. 

The  bill  does  not  declare  the  existing  base  fares  to  be  unreasonable, 
t  amends  an  act  under  which  we  have  found  them  reasonable 
But,  without  any  finding  of  that  reasonableness  which  the  act  enjoins 
upon  all  rail  carriers,  it  proposes  to  require  them  all  to  establish  and 
maintain  a  much  lower  rate  per  mile  for  those  who  can  afford  to  lay 
out  $125  In  order  to  secure  it.  It  also  provides  that  as  the  general  rate 
of  fare  for  the  rest  of  the  public  is  reduced  from  its  present  excep- 
tionally high  level  this  special  base  shall  be  reduced  in  proportion  so 
that,  whatever  happens,  the  holders  of  these  tickets  shall  always  travel 
for  less  than  anyone  else. 

The  bill  disregards  the  fact  that  the  President,  -through  the 
director  general,  determined  that  a  base  rate  lower  than  3  cents  per 
mile  was  too  low  and  that  the  Commission  has  since  authorized  20  per 
cent  increase  In  that  base  rate. 

It  further  raises  thp  nuostinn  whether  any  rail  carrier  subject  to 
the  act  could  justify  any  hasp  higher  than  2.5  cents  per  mile  for  any 
passenger  after  this  bill  should  become  law. 

The  bill  repeals  portions  of  Section  22  of  the  Interstate  commerce 
t.  which  provide  for  compliance  with  Section  6  of  that  act  in  respect 
of  the  filing  and  publication  of  joint  tariffs  nnd  which  make  applicable 
the  penalties  provided  under  Section  10  of  that  act. 

The  hill  lays  its  obligation  to  sell  and  honor  these  Interchangeable 
mileage  tickets  upon  "each  common  carrier  bv  railroad,  or  partly  by 
railroad  and  partly  by  water,  within  the  continental  United  States 
subject  to  this  act."  and  thus  upon  common  carriers  which  now  pub- 
lish no  passenger  tariffs  and  carry  no  passenger  traffic. 

The  ticket  may  be  issued  and  all  the  money  collected  by  a  carrier 


which  does  not  participate  in  the  transportation  and  is  financially 
irresponsible. 

These  are  some  of  the  obvious  defects  of  the  bill. 

In  conclusion,  your  attention  is  invited  to  I>ake  Shore,  etc.,  Rail- 
way Co.  vs.  Smith  (173  U.  C.,  684).  where  the  Supreme  Court  held  that 
it  was  unconstitutional  for  the  State  of  Michigan,  after  prescribing 
certain  maximum  fares,  to  require  the  sale  of  mileage  tickets  at  a 
considerably  lower  rate  per  mile. 

Senator  Smith  of  South  Carolina,  a  member  of  the  com- 
mittee on  interstate  commerce,  said  he  did  not  believe  there 
had  ever  been  a  time  in  the  history  of  the  railroads  when  the 
railroad  business  was  so  confused  and  chaotic  as  now. 

"There  seems  to  be  absolutely  no  uniformity,  no  system," 
said  he.  "Some  portions  of  the  country  are  suffering  by  reason 
of  local,  through  and  joint  rates,  while  others,  perhaps,  are 
receiving  a  benefit;  but  in  the  meantime  passenger  and  freight 
rates  are  so  tremendously  out  of  keeping  with  the  decrease  in 
the  prices  of  commodities  that  they  have  become  an  intolerable 
burden." 

Senator  Kellogg  inquired  whether  it  was  not  true  that  in- 
creases in  railroad  operating  expenses  had  absorbed  the  in- 
creased rates.  The  senator  admitted  that  was  substantially 
true,  but  he  contended  that  the  price  of  steel  construction  ma- 
terial, cost  of  living  and  all  the  items  which  enter  into  railroad 
construction  had  gone  down  and  that  yet  transportation  charges 
remained  at  the  war  level  plus  the  increases  since  then.  He 
asserted  a  passenger  rate  of  3.6  a  mile,  under  present  condi- 
tions, was  not  justifiable,  and  that  the  imposition  of  the  Pull- 
man surcharge  was  unjust.  Senator  Cummins  said  the  pas- 
senger fares  had  been  increased  to  meet  the  wage  award  of  the 
Labor  Board  in  1920.  Mr.  Smith  then  asserted  that  he  believed 
a  careful  study  of  the  question  would  show  that  the  tremendous 
cost  to  the  public  was  not  due  to  "tremendous  cost  of  labor,  but 
the  cost  of  the  tremendous  stock  issues  and  other  expenses 
that  could  be  very  well  reduced  if  those  in  high  places  were 
willing  to  meet  the  American  public  upon  the  basis  of  ordinary 
returns  for  service  rendered;  but  they  are  not." 

Senator  Kellogg  said  the  Pennsylvania,  the  Chicago  & 
North  Western,  the  Northern  Pacific,  the  Great  Northern  and 
the  Chicago,  Milwaukee  &  St.  Paul  did  not  earn  their  interest 
last  year,  to  say  nothing  of  a  return  on  their  stocks. 

"Is  the  senator  prepared  to  say  that  the  extremely  high 
rates  of  freight  and  passenger  fares  do  not  contribute  to  that 
condition?"  asked  Mr.  Smith. 

"I  am  not,"  replied  Senator  Kellogg.  "I  say  the  freight 
rates  and  passenger  rates  are  too  high;  but  when  the  senator 
speaks  about  the  dividends  on  watered  stock,  not  one  of  these 
lines  began  to  earn  its  interest  last  year,  and  they  also  reduced 
their  operating  expenses  very  greatly." 

Senator  Smith  said  he  was  not  going  to  enter  into  a  dis- 
cussion of  specific  figures. 

"Shall  we  who  have  this  matter  in  charge  sit  here  and  wait 
upon  the  slow  process  in  specific  cases  where  we  know  the 
conditions  are  absolutely  wrong  until  the  Interstate  Commerce 
Commission  and  all  the  parties  in  interest  shall  have  threshed 
out  the  matter  in  hearings,  and  then  an  order  shall  be  issued, 
when  perhaps  the  life  and  death  of  some  of  the  best  producing 
institutions  in  this  country  is  hanging  in  the  balance  and  will 
be  decided  within  six  months?"  asked  Mr.  Smith. 

He  said  he  hoped  the  original  bill  would  pass,  as  such 
action  would  be  notice  to  the  senator's  constituents  that  they 
were  sincere  in  their  pronouncements  that  there  should  be 
reductions  in  passenger  fares. 

Effect  of  High  Rates  on  Business 

After  more  debate  by  Mr.  Smith,  Senator  Robinson  said  the 
inevitable  conclusion  was  that  if  the  public  was  ever  to  have 
relief  it  must  come  through  "a  judicious  and  reasonable  and 
rational  reduction  of  rates." 

"The  senator  from  Arkansas  assumes,  and  his  views  are 
approved  by  the  senator  from  South  Carolina,"  Interjected  Sen- 
ator Cummins,  "that  all  that  is  the  trouble  with  the  world  is 
either  a  high  passenger  rate  or  a  high  freight  rate — " 

"Oh,   Mr.    President!"   exclaimed   Senator   Robinson. 
— "that  there  is  nothing  else   the   matter  in  the  world,"  con- 
cluded Senator  Cummins. 

"The  senator  does  not  wish  to  make  that  kind  of  a  state- 
ment, surely,"  said  Senator  Smith. 

"It  is  precisely  the  conclusion  to  be  drawn  from  the  state- 
ment made  by  the  senator  from  Arkansas,"  said  Senator  Cum- 
mins. 

"Oh,  very  well,"  said  Senator  Robinson. 

"That  is,  it  is  the  conclusion  I  draw,"  said  Senator  Cum- 
mins. 

"If  the  senator  is  content  with  that  statement,  I  will  say 
that  it  carries  its  own  answer  and  refutation,"  said  Senator 
Robinson. 

"Precisely,"  continued  Senator  Cummins,  "and  if  the  senator 
from  Arkansas  is  content  with  his  statement,  it  carries  its  own 
answer.  The  world  is  sick  with  a  great  variety  of  diseases,  and 
high  freight  rates  and  high  passenger  fares  may  be  one  of 
those  diseases.  I  think  they  do  very  materially  affect  the  con- 
dition of  the  railroads  and  of  the  country." 

"I  would  like  to  ask  the  senator  from  Iowa  if  he  thinks  it 
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of  Every  New  Freight 
and  Express  Tariff 

and  of 

Every  Supplement 
Filed  With 

The  Interstate  Commerce 
Commission 

by  carriers,  subject  to 
the  act  to  regulate 
commerce,  is  printed  in 

The  TRAFFIC  BULLETIN 

and,  except  in  the  case 
of  short  notice  tariffs, 
it  is  printed 

At  Least  Twenty  Days 

before  the  effective  date 


The  same  plan  is  followed  with 
Boat  Line  Tariffs  filed  with 

THE  SHIPPING  BOARD 


You  can  deal  in  futures  on  Freight 
and  Express  Rates  by  means  of 
The  Traffic  Bulletin  and  with  no 
chance  to  lose. 


Samplit  and  com  pi*  ft  Information  free 

The   Traffic    Service   Corp'n 

418  South  Market  Street,  CHICAGO,   ILL. 


The  General  Rate  Inquiry 

Began  in  Earnest  January  11 

Are  you  fully  prepared  with  evidence  in  sup- 
port of  the  things  you  wish  to  present  at  this 
hearing?  We  can  promptly  supply  you  with 
any  available  data  concerning: 

Statistics  of  Earnings,  Expenses,  Gross  and  Net 
Revenues,  etc.  (For  the  Country  as  a  Whole, 
by  Districts,  or  by  Carriers.) 

Rate  Exhibits,  Covering  Any  Part  of  the  United 
States  and  for  Any  Period  Desired. 

Volume  of  Freight  Traffic.  (For  the  Country 
as  a  Whole,  by  Districts,  or  by  Carriers.) 

Total  Production  of  Basic  Commodities.  (Agri- 
cultural Products — Animals  and  Products — 
Forest  and  Mine  Products — Manufactures, 
etc. — all  in  splendid  variety.) 

\\erage  Market  Prices  (in  many  cases  also 
.\\erage  Farm  Prices,  also  Average  Factory 
Prices)  for  use,  if  desired,  in  comparisons 
with  transportation  costs. 


In  everything  of  the  above  nature  we  can 
give  you  the  figures  on  nearly  anything  desired 
and  for  any  period  desired. 

NOTICE! 

We  can  furnish  the  above  information  by 
Commodities 

NOTE  BELOW 

The  Commission's  Program  for  the  Big  Hearing 

Jan.  16-18 — Cross-examination  of  carriers'  witnesses. 

Jan.  19-20— Coal  and  coke. 

Jan.  21-23 — Ore,  furnace  materials  and  iron  and  steel 
articles. 

Jan.  24-25 — Sand  and  gravel,  brick,  lime,  cement, 
gypsum  and  asphalt 

Jan.  26-27 — Lumber  and  forest  products. 

Jan.  28 — Fertilizer  and  materials,  sulphuric  acid, 
phosphate  rock,  etc. 

Jan.  30-Feb.  4 — Testimony  of  public  and  shippers  as 
to  general  aspects. 

Feb.  8 — Vegetable  oil  and  soap. 

Feb.  9 — Grain,  flour  and  agricultural  products. 

Feb.  10 — Live  stock  and  packinghouse  products. 

Feb.  11 — Petroleum  and  petroleum  products. 

Feb.  15 — Canned  goods  and  wholesale  groceries. 

Feb.  16-17 — Fruits  and  vegetables. 

Feb.  18 — Milk,  cream  and  dairy  products. 

Feb.  20 — Beverages  and  beverage  containers,  waste 
material. 

Feb.  21-22— Oth?r  commodities. 
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Is  possible  to  restore  vitality  and  prosperity  to  American  busi- 
ness without  a  reduction  of  rates,  particularly  freight  rates?" 
asked  Senator  Robinson. 

"I  do,"  replied  Senator  Cummins.  "That  question  is  an- 
swered." 

"Oh,  the  senator  then  thinks  that  the  maintenance  of  the 
present  rates  is  justified?" 

"May  I  ask  the  senator  from  Iowa,"  said  Senator  Smith, 
"as  he  has  answered  categorically  the  question  of  the  senator 
from  Arkansas,  how  can  that  be?  I  would  like  to  have  the 
senator  answer  what  he  thinks  would  bring  a  restoration  of 
business  without  a  reduction  of  those  rates." 

"If  I  were  to  undertake  at  this  time  and  under  these  cir- 
cumstances to  state  what  I  believe  is  wrong  with  the  world 
and  what  I  think  are  the  necessary  remedies  to  be  applied  for 
a  restoration  of  our  old-time  prosperity,  it  would  require  much 
more  time  than  I  think  ought  to  be  given  to  this  particular 
subject,"  replied  Senator  Cummins. 

"But  I  thought,  perhaps,  as  the  senator  answered  so  readily, 
he  had  in  mind  the  high  points  and  that  in  a  minute  or  two 
he  might  give  us  those  high  points." 

"Suppose  the  price  of  corn  were  $1  a  bushel  or  $1.50  a 
bushel,  our  farmers  would  not  lack  prosperity  on  account  of 
high  freight  rates,"  said  Senator  Cummins. 

"That  is  good.  The  senator  has  started  right,"  said  Senator 
Smith. 

"What  will  make  corn  worth  $1.50  a  bushel?" 

"That  is  the  idea,"  prompted  Senator  Smfth. 

"Answer  me  that,"  said  Senator  Cummins. 

"I  will  be  glad  to  h&ve  the  senator  answer  that,"  said  Mr. 
Smith. 

"Freight  rates  have  nothing  to  do  with  making  corn  worth 
$1.50  a  bushel,"  said  Senator  Cummins.  "If  the  farmer  could 
sell  his  product  at  $1.50  a  bushel  in  my  state  he  would  be 
prosperous  even  though  he  paid  the  present  freight  rates." 

Senators    Robinson   and    Smith   agreed   to   that   statement. 

"But  if  the  farmer  has  to  pay  the  entire  or  approximate 
amount  of  the  proceeds  of  his  corn  or  other  products  for  freight 
in  order  to  reach  the  market  there  can  be  no  prosperity  to 
him,"  said  Senator  Robinson. 

"Of  course  there  cannot  be,"  said  Senator  Cummins.  "The 
present  low  price  of  corn  is  brought  about  because  there  are 
a  great  many  people  who  do  not  want  to  buy  corn." 

Senator  Smith  asked  whether  the  senator  meant  "people 
who  do  not  want  to  buy  or  who  cannot  buy  corn." 

"I  wanted  to  ask  the  senator  from  Iowa  in  that  connection 
if  he  does  not  know  that  there  are  hundreds  and  thousands  of 
people  in  the  United  States  and  that  there  are  millions  of  people 
in  the  world  who  are  anxious  to  buy  corn  at  a  reasonable  price,  if 
it  can  be  transported  to  them  at  a  reasonable  price?"  asked 
Senator  Robinson. 

"No,"  said  Senator  Cummins,  "that  is  not  accurate.  There 
are  tens  of  thousands  and  hundreds  of  thousands  of  people 
who  would  like  to  buy  corn  if  they  had  the  money  with  which 
to  buy  it,  and,  therefore,  the  corn  which  we  produce  in  my 
state — a  very  large  volume  of  production,  450,000,000  bushels, 
as  much  or  more  than  we  ever  produced  before  in  the  history 
of  the  state— finds  no  market.  The  reason  it  finds  no  market 
is  because  the  people  are  not  wanting  to  buy  that  much  corn. 
Some  of  them  do  not  want  to  buy  it  for  one  cause  and  some 
for  another.  High  freight  rates  in  the  United  States  do  not 
produce  the  trouble  in  Russia;  high  freight  rates  In  the  United 
States  do  not  disturb  the  situation  in  Germany;  high  freight 
rates  in  the  United  States  do  not  cause  the  suffering  and  starva- 
tion in  Poland." 

"Let  us  stay  in  America,"  said  Senator  Smith.  "I  do  not 
want  to  go  over  to  Russia  in  this  matter." 

"We  cannot  stay  entirely  in  America  when  we  are  consid- 
ering what  is  wrong  with  the  world  and  why  prices  and  com- 
modities and  wages  do  not  bear  the  proper  relation  to  each 
other,"  said  Senator  Cummins. 

"The  high  freight  rates  are  burdensome,  of  course.  They 
are  burdensome  just  as  high  wages  are  burdensome;  they  are 
burdensome  just  as  the  high  price  of  prints  and  of  silks  and 
of  steel  and  of  every  other  commodity  which  rose  in  price  during 
the  war  is  burdensome.  It  will  require  a  long  time,  in  my  judg- 
ment, again  to  restore  the  relations  between  those  things  which 
existed  before  the  World  War,  but  we  shall  gradually  do  it. 
To  suggest  that  the  high  freight  rates  and  the  high  passenger 
rates  are  the -cause  of  all  the  evils  with  which. we  are  now 
afflicted,  or  of  all  the  suffering  which  we  now  experience,  la 
to  close  our  eyes  to  countless  evidences  of  misadjustment  and 
maladjustment  not  only  throughout  our  own  country  but  through- 
out the  world.  I  want  to  see  freight  rates  go  down,  but  I  want 
the  system  of  transportation  which  we  have  built  up  maintained 
at  the  same  time.  If  it  Is  not  maintained  there  will  be  no 
possibility  of  restoring  prosperity. 

"Our  system  of  transportation  must  be  maintained,  either 
through  the  contributions  of  those  who  ride  upon  our  trains 
or  of  those  who  ship  upon  our  railroads,  or  it  must  be  main- 
tained by  the  Treasury  of  the  United  States.  We  are  passing 


now  through  the  period  of  experiment.  I  do  not  know  whether 
we  can  maintain  our  system  of  transportation  or  not;  I  am 
afflicted  with  very  grave  doubt  upon  that  question;,  if  we  can- 
not, there  is  but  one  thing  to  do  and  that  is  for  the  govern- 
ment of  the  United  States  to  take  over  our  system  of  transporta- 
tion and  conduct  it  in  the  way  in  which  it  thinks  will  best 
serve  the  welfare  and  the  interest  of  the  whole  people,  and  pay 
whatever  Is  necessary  to  be  paid  from  the  Treasury  of  the 
United  States,  recruited,  as  the  Treasury  is  constantly  recruited, 
by  taxation.  That  is  the  real  question  which  we  will  have  to 
decide  before  very  long. 

"I  am  not  prepared  to  say  that  within  a  few  years  it  will  be 
necessary  for  the  government  to  take  over  and  to  own  and  to 
operate  all  our  transportation  facilities,  although  it  may  be.  I 
am  fighting  against  that  end,  but  just  such  movements  as  the 
one  initiated  in  this  bill  are  to  me  indications  that  we  intend 
eventually  to  pass  on  to  government  ownership  and  government 
operation,  for,  if  the  Congress  of  the  United  States  ever  enters 
upon  the  work,  generally  speaking,  of  regulating  freight  rates 
and  regulating  passenger  rates,  then  I  hope  that  very  speedily 
the  government  will  undertake  the  further  obligation  of  owning 
and  operating  all  our  transportation  facilities." 

Senator  Smith  asserted  that  there  was  not  any  use  to  at- 
•tempt  to  beg  the  question  or  to  seek  to  find  any  other  excuse 
or  any  other  reason,  "for  the  fact  is  that  the  stagnation  in  our 
business  is  mainly  due  to  prohibitive  freight  rates."  He  said 
he  believed  the  best  thing  Congress  could  do  would  be  to  direct 
the  Commission  to  lower  freight  rates  in  a  certain  percentage 
amount,  the  percentage  to  be  governed  very  largely  by  the 
current  average  cost  of  material  as  compared  to  the  time  when 
the  rates  were  increased. 

Senator  Capper  backed  up  the  position  taken  by  Senator 
Cummins  that  the  substitute  should  be  passed.  He  made  a 
speech  in  favor  of  reduced  freight  rates.  Senator  Poindexter 
spoke  in  favor  of  the  original  bill. 


RAILROAD  LEGISLATION 
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Senator  Nelson  of  Minnesota,  speaking  in  favor  of  a  reduc- 
tion in  rates  on  agricultural  products,  coal  and  lumber,  said 
the  clause  in  the  rate-making  section  directing  the  Commission 
to  prescribe  rates  that  will  yield  as  nearly  as  may  be  5%  or  6 
per  cent  in  net  railway  operating  income  on  the  valuation  fixed 
by  the  Commission,  worked  unjustly  under  present  conditions. 
Senator  Pomerene  said  that  that  clause  expired  March  1.  Sen- 
ator Nelson  said  he  gas  glad  of  that.  Senator  Lenroot  also  com- 
mented on  the  fact  that  the  clause  expired  March  1,  saying  there 
was  no  reason  why  the  carriers  should  not  bear  their  share  of 
the  burden  of  the  existing  financial  depression. 

Representative  Sanders  of  Indiana,  on  behalf  of  the  commit- 
tee on  interstate  and  foreign  commerce,  has  reported  to  the 
House  a  bill  (H.  R.  7100),  providing  for  amendment  of  subdivi- 
sion (a)  of  section  209  of  the  transportation  act,  so  that  independ- 
ent water  lines  which  were  under  federal  control  may  apply  to 
the  Commission  for  the  benefits  under  the  guaranty  for  the  six 
months  following  federal  control.  Passage  of  the  bill  will  en- 
able the  Merchants'  &  Miners'  Transportation  Co.  to  prosecute 
its  claim  for  reimbursement  under  the  guaranty. 


PETITIONS  FOR  REHEARING 

Complainant  in  No.  11462,  Liberty  Oil  Company,  Ltd.  vs. 
Director-General  and  Trinity  &  Brazos  Valley,  has  asked  for  a 
rehearing  and  for  permission  to  file  an  amended  complaint. 

Complainant  in  No.  11462,  Liberty  Oil  Company,  Ltd.,  vs. 
Director-General  and  Trinity  &  Brazos  Valley  Railway,  has  asked 
for  a  rehearing. 

Complainants  in  No.  11314,  Builders  Brick  Company  and  Na- 
tional Brick  Company  vs.  Director-General,  A.,  T.  &  S.  F.  et  al., 
and  No.  10749,  Lutter  Brick  Company  vs.  Director-General,  C., 
M.  &  St.  P.  Railway,  have  asked  for  a  reconsideration  of  those 
cases  and  a  reargument  before  the  full  Commission. 

RICHMOND  TERMINAL   BONDS 

The  Richmond  Terminal  Railway  Co.  and  the  Richmond, 
Fredericksburg  &  Potomac  Railroad  Co.  and  the  Atlantic  Coast 
Line  Railroad  Co.  have  filed  an  application  with  the  Commission 
asking  authority  for  the  first  named  company  to  issue  and  sell, 
and  the  other  two  companies  to  guarantee,  $3,380,000  of  first 
mortgage  30-year  5  per  cent  guaranteed  gold  bonds.  Permission 
is  also  requested  for  the  three  companies  to  enter  into  an  agree- 
ment for  the  use  and  operation  of  passenger  terminals  at  Rich- 
mond, Va.  The  proposed  issue  of  bonds,  according  to  the  applica- 
tion, is  for  the  purpose  of  funding  the  existing  Indebtedness  of 
the  Richrrond  Terminal  Railway  Co.  heretofore  incurred  in  con- 
nection with  the  construction,  completion  and  furnishing  of  its 
passenger  station  and  terminal  facilities  in  the  city  of  Richmond, 
and  the  connection  of  the  station  with  the  lines  of  the  R.,  F.  &  P. 
and  the  Atlantic  Coast  Line.  The  bonds  have  been  sold  to  Kuhn, 
Loeb  &  Co.  at  92.75  of  par  and  accrued  interest,  subject  to  the 
approval  of  the  Commission. 
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MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  thU  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES. 
Laredo,  Teua  El  Pa»o.  Texai  Laf U  Paaa,  Texaa 

Nuevo  Laredo,  Tamp*.  Juarex,  Chlh. 

Piedraa  Nerra»,  Coah.     Mexico  City       Monterrey,  N.  L. 

Wrttm  mm  tor  fmtt  pmrttcmtmre  ono*  r*ev««f 


"Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland,  Astoria. 
Seattle  and  Tacoma 

Thru  Wll«  of  Udinf  leauod  to  San   Di.,o.  Oakland.  Stockton  and 

Sacr.m.nlo.  CeUfomlei  Hawaiian  and  Far  tUel  Portai 

Oar!  Harbor  and  Pu,.t  Sound.  Woah. 

For  Ratoo.  Oetoo  of  Saillnc  and  othor  Information  apply  te 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 

ToUphone,  Bowling  Croon  7394 


Baltimore,  Md. 
M  South  Stroot 


Philadelphia.  P.. 
Droxol  Bulldlnt 


Pittaburf  h.  Pa. 
Oll*or  Bulldinf 


And  at   our   Br.nch  OfBcoo  In  Loo  AnnUo.  Son  Frando 
Portland.  Soottlo  ond  Taeoma 


UNITED  AMERICAN 


LINES. 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

Genera/  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boete.  Pbila.  New  Terk 

8.8.  VIRGINIAN     Jan.  28  Feb.    t 

8.8.  PENNSYLVAMAN     Feb.    4  Feb.    * 

8.8.  IOWAN     Feb.  11  Feb.  14 

S.S.TEXAS     Feb.  18  Feb.  23 

Sailings    every    Thursday    from    New    York,    every 
,     other  Saturday   from   Boston  and  Philadelphia, 
and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  §.  PacUc  Ceeat  Peru  to  the  Principal  Port*  of   th.  United. 

Kingdom     and     Continent — Direct     Fort- 

nifhtly    Sailinn 


Joint  Service*  with 

Hamburg-  American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

a*.  'MOUNT    CARROLL    ............................  F«b.     I 

8.8.  CEOKMAN     ............  ..Feb.     4 

8.8.  tllANSA      .......................................  Feb.     ( 

•A   •Mlil'NT    <  I.INTON     ...............  ..Feb.   1« 

S.8.  tWrERTTEMBERG       ...........................  Feb.  M 

•Carrlea  third-claw  peaaen«»ra. 

»('«bin   and   thlrd-claia  paaaennre 

LOADING  PIER  8f.  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN   AND   HAMBURG 

8.8.  OREGIIM  AN     (rla     Baltimore)  ................    .  .  .Fee.  It 

8S.  811)111  K  1      .via     Baltimore     and     Norfolk)  .........  Mar.  T 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  CALLISTO    (via   Baltimore  and   Norfolk)    .  ...Feb.     I 

8.8.  THEMI8TO    (via   Baltimore)     .....................  Mar.  14 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  THKMreTO     ......................................  Jan.  1* 

-TO    (Tic   Norfolk)    ........................  Feb.  II 

SA  OREGON!  AN     ....................................  Fob.  J7 

8.8.  St'DBlBY     <ria    Norfolk)  ........................  Mar.  If 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  GEORGIAN    i  ll.mburi  Onlr)    .....................  Jan.  28 

8.8.  CALLI8TO     ......................................  Fob.  IS 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

8.8.  SACH8ENWALD  ..........................  Early    February 

Threa«h  bllli  of  ladinr  via  Hambnrf  lonod  to  all  Scandinavian 
and  Baltic  Perta 


NEW  YORK  TO  DUTCH  EAST  INDIES 

Penan*.    BeUwan-Dell.    Port    Swrttenham.    8in««pore.    H.I.T!.. 

Samarinc.    Soerabara 
8.8.  WEST   CANON    ..................................  Feb.  1* 

Leadlnc    Pier    11.    Pooch    Terminal.    Clifton.    8.    L 


NEW  YORK  TO  NORTH  AFRICA.  MALTA. 
EGYPT  AND  SYRIAN  COAST  PORTS 

8.8.  WEST   CANON    ..................................  Feb.  1* 

Pier    II.    Peach    Terminal.    Clifton.    8.    L 


General  Offices:  39  BROADWAY,  New  York 

Telophena   WHITEHALL   112* 

WESTERN   FREIGHT  OFFICE 

Chlcaa-o.   127   South   LaSalle  Street  Phone   Wabanh  48*1 

BRANCH    OFFICES 

Beaten.  40  Central  Street  Phone   Fort  Hill  1*84 

Philadelphia.    Bourne    Bid*.  Phone    Lombard   705* 

Plltaburih.   Oliver  Bldf.  Phono  Grant   7411-2 

GENERAL    PACIFIC    COAST    AGENTS 
William..  Dimond  *  Co..  Jit  Sanaoeja  St.,  Baa  Franrlece 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


GOOD   RAILROAD   SERVICE 

Editor  The  Traffic  World: 

Several  of  your  correspondents  have  lately,  in  The  Open 
Forum,  been  complimenting  the  American  railroads  and  giving 
examples  of  excellent  service  One  of  them  refers  to  the  "almost 
unbelievable  daily  average  of  182.9  miles"  for  a  movement  of 
823.1  miles. 

As  an  example  of  the  service  provided  by  the  Canadian  lines, 
we  loaded  on  December  19  at  Montreal  car  C.  P.-3257G1  destined 
Vancouver,  B.  C.  This  car  was  taken  from  our  siding  the  same 
night  by  the  C.,  P.  R.,  left  Montreal  on  December  20th  and  ar- 
rived at  Vancouver  December  31st,  2,886  miles  in  eleven  days,  a 
daily  average  of  262.3  miles  across  the  continent. 

Incidentally,  the  Grand  Trunk  Railway  frequently  hauls  cars 
from  Chicago  to  Montreal,  842  miles,  in  four  days,  a  daily  aver- 
age of  210.5  miles. 

F.  J.  McCann,  Traffic  Manager, 
Northern  Electric  Co. 

Montreal,  Can.,  Jan.  21,  1922. 


SOLICITATION  OF  FREIGHT 

Editor  The  Traffic  World: 

As  an  indication  that  there  is  real  competition  between  car- 
riers in  the  solicitation  of  freight,  we  received  a  letter  from  a 
customer  recently  requesting  us  to  route  the  shipment  so  as  to 
include  the  handling  by  five  different  railroads.  As  a  matter  of 
fact,  it  was  not  a  practical  route,  but  our  customer  explained: 
"We  are  bothered  to  death  for  business  from  the  railroad  com- 
panies; kindly  hit  all  you  can,  only  don't  forget  this  —  — de- 
livery." 

The  carriers  evidently  have  some  very  good  solicitors  in  that 
part  of  the  country. 

R.  C.  Shoemaker,  Traffic  Manager, 

The   Midland   Milling  Co. 

Kansas  City,  Mo.,  Nov,  21,  1922. 


PERCENTAGE  REDUCTION 

Editor  The  Traffic  World: 

Your  editorial  of  January  14  on  reductions  in  rates  deserves 
special  commendation,  as  well  as  those  on  this  subject  appearing 
in  previous  issues.  You  have  a  way  of  looking  at  such  matters 
from  a  national  viewpoint,  not  prejudiced  by  local  or  selfish  de- 
sires. 

To  be  sure,  there  are  good  arguments  against  a  general  re- 
duction in  rates.  Some  of  them,  like  the  one  quoted  in  your  edi- 
torial, cannot  be  condemned  as  being  unjust  or  unwise.  This  is 
not  the  time,  however,  to  try  and  construct  a  more  scientific  ad- 
justment between  class  rates  and  commodity  rates  of  high  grade 
materials  on  the  one  hand,  and  the  low  grade  bulk  traffic  on  the 
other. 

A  re-adjustment  at  this  time  would  (1st)  cause  inestimable 
delays,  something  to  be  especially  avoided  at  this  time;  (2nd) 
would  cause  confusion  of  the  highest  order,  which,  in  turn,  would 
only  tend  to  cloud  the  situation  more  and  make  less  unity  of 
desires  than  now  exists;  (3rd)  would  not  be  fair  to  the  public 
at  large  who  have  not  only  had  to  pay  the  present  high  freight 
rates  on  all  commodities,  but  have  had  to  sit  back  and  see  one 
privileged  class  of  shippers  receive  aid. 

That  class  rates  and  commodity  rates  on  high  class  traffic 
are  not  now  bearing  their  proper  proportion  may  or  may  not  be 
true.  This,  however,  was  just  as  true  before  the  percentage  in- 
crease as  at  present.  The  time  to  straighten  that  situation  should, 
therefore,  be  when  rates  get  down  to  somewhere  near  a  normal 
level,  whenever  that  may  be.  The  Commission  is  the  one  to  de- 
cide that. 

I  hope  to  see  you  continue  a  strong  editorial  policy  favoring 
a  reduction  in  rates  via  the  percentage  method,  to  be  made  effec- 
tive when  revenue  of  the  carriers  warrants. 

Ray  Simmons,  Traffic  Manager, 

Lewis  Manufacturing  Co. 

Walpole,  Mass,  Jan.  19,  1922. 


HOW  TO  MEET  TRUCK  COMPETITION 

Editor  The  Traffic  World: 

Many  people  of  today,  including  numerous  railroad  officials, 
are  pleased  to  consider  motor  truck  transportation  as  an  adjunct 
to  the  railroads.  It  is  the  belief  of  many  that  the  motor  truck 
is  really  a  boon  to  the  railroads;  that  it  is  a  "feeder"  of  tonnage. 


This  very  general  belief  is  not  wholly  correct.  It  is  not 
even  approximately  correct.  There  are  some  isolated  spots  where 
certain  commodities  or  articles  could  not  be  profitably  produced 
and  brought  to  the  railroads  for  transportation  to  the  markets 
of  the  country  if  it  were  not  for  the  motor  truck.  For  example, 
there  are  mines  in  Arizona,  Colorado,  Arkansas,  New  Mexico, 
etc.,  considerably  removed  from  any  railroad,  that  could  not  be 
operated  if  it  were  not  for  the  motor  truck.  In  cases  of  this 
character  the  motor  truck  is  manifestly  and  unquestionably  a 
"feeder"  for  the  railroads.  But  there  are  few  of  such  cases  as 
compared  with  those  many  instances  throughout  the  United 
States  where  motor  trucks  are  regularly  engaged  in  the  hauling 
of  all  kinds  of  freight  from  one  town  to  another,  both  of  which 
are  directly  served  by  a  railroad.  I  dare  say  there  is  not  a  job- 
bing center  in  our  whole  country  from  which  a  goodly,  and  ever 
increasing,  portion  of  the  commodities  sold  to  retailers  in  nearby 
towns  are  not  hauled  by  truck  instead  of  by  freight.  The  jobbers 
in  some  sections  make  such  deliveries  with  their  own  trucks, 
while  in  other  sections  the  retailers  are  compelled  to  furnish 
their  own  trucks  or  else  employ  the  services  of  individual  truck 
owners  and  operators.  So  it  would  appear  that  the  motor  truck 
cannot  properly  be  looked  upon  as  merely  a  thing  that  is  going 
to  "feed"  the  railroads  tonnage.  Instead  it  would  seem  that  the 
motor  truck  must  be  viewed  as  a  most  active  and  dangerous  com- 
petitor of  the  railroads. 

Not  only  is  the  motor  truck  a  most  active  and  dangerous 
competitor  of  the  railroads  today  but  it  will  be  increasingly  so  as 
time  goes  on.  Among  all  the  great  inventions  the  motor  truck 
perhaps  ranks  next  only  to  the  steam  locomotive.  Briefly,  busi- 
ness institutions  need  the  motor  truck;  they  cannot  do  without 
the  motor  truck. 

Granting  that  all  these  things  are  true,  then  it  must  be  ad- 
mitted that  the  railroads  are  now  confronted  with  the  question  of 
how  they  are  to  meet  the  motor  truck  competition.  Meet  it  thej 
roust.  They  cannot  afford  to  sit  idly  by  and  permit  the  motor 
truck  each  year  to  take  more  and  more  of  their  tonnage  away 
from  them.  The  situation  demands  immediate  action.  Already 
the  railroads  have  lost  to  the  motor  truck  a  great  deal  of  the 
short-haul  carload  traffic  which  they  .used  to  get.  Already  they 
have  lost  to  the  motor  truck  a  still  greater  proportion,  relatively, 
of  the  less-than-carload  traffic  which  they  used  to  get.  Each 
year,  as  more  good,  hard-surfaced  roads  are  completed  and  motor 
trucks  are  manufactured  in  greater  numbers,  this  loss  of  tonnage 
from  the  railroads  to  the  motor  truck  is  going  to  increase.  It  is 
going  to  increase  out  of  all  reason  unless  the  railroads  do  as 
other  business  institutions  would  do  under  like  circumstances 
and  conditions;  namely,  adequately  meet  the  competition  offered 
by  the  motor  truck. 

How  are  the  railroads  to  meet  this  competition?  is  the  ques- 
tion which  will  be  asked  by  many.  Before  this  question  can  b» 
answered  consideration  must  be  given  to  at  least  some  of  the 
more  important  reasons-  that  are  today  causing  so  many  business 
men  to  use  the  motor  truck  instead  of  the  railroads.  Of  the  im- 
portant reasons  cost  and  speed  are  perhaps  the  most  important. 
Experience  has  demonstrated  that  under  the  present  level  of 
freight  rates,  short-haul  traffic  can,  in  a  great  many  instances,  be 
handled  by  truck  for  less  money  than  by  freight.  Concrete  ex- 
amples of  this  fact  could  be  given,,  but  such  would  unduly 
lengthen  this  article;  hence  they  are  omitted.  Then,  too,  this 
article  is  to  concern  more  particularly  less-than-carload  traffic. 
It  is  in  connection  with  less-than-car-load  traffic  that  speed  in  de- 
livery is  especially  desirable.  It  is  promptitude  in  delivery  that 
has  done  more  and  is  doing  more  than  anything  else  toward  di- 
verting less-than-carload  traffic  from  the  railroads  to  the  motor 
truck.  It  may  be  safely  said  that  generally  a  less-than-carload 
shipment  which  is  delivered  to  a  railroad  at  a  particular  jobbing 
point  on  Monday  reaches  its  destination,  if  on  the  same  line  of 
railroad  that  serves  the  jobbing  point  and  not  more  than  fifty  or 
sixty  miles  distant,  the  following  day — Tuesday.  Sometimes  the 
shipment  is  delivered  on  Tuesday  and  sometimes  on  Wednesday 
following  its  forwarding  from  the  jobbing  point  on  Monday.  As 
compared  with  this,  we  find  that  the  same  shipment  can  be  made 
by  truck  and  delivered  on  the  same  day  it  is  shipped.  Primarily 
this  is  the  competition  which  the  railroads  must  meet  if  they  are 
to  retain  this  traffic.  It  is  competition  in  service.  The  railroads 
must  find  a  way  of  handling  less-than-carload  shipments  as 
quickly  as  the  motor  truck  does.  This  the  railroads  can  do;  this 
they  must  do  or  else  lose  the  business. 

Now  we  may  proceed  to  a  more  direct  consideration  of  a 
possible  answer  to  the  question  "How  Can  the  Railroads  Meet 
Motor  Truck  Competition?"  As  previously  stated,  I  will  attempt 
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to  suggest  an  answer  to  this  question  only  in  so  far  as  less-than- 
carload  traffic  Is  concerned. 

The  railroads  own  the  baggage  cars  which  are  now  used  for 
the  transportation  of  mail,  baggage  and  express.  These  cars  are 
handled  in  regular  passenger  trains  as  a  rule.  Of  course  there 
are  exclusive  express  and  mail  trains  in  some  sections  of  the 
country  between  some  of  our  largest  cities.  The  number  of  bag- 
gage cars  which  are  used  in  these  exclusive  express  and  mail 
trains  are  few,  however,  as  compared  with  the  vast  number 
which  are  used  for  the  handling  of  mail,  baggage  and  express  in 
regular  passenger  trains  throughout  the  entire  United  States. 
All  available  space  is  fairly  well  occupied  in  the  cars  which  are 
handled  in  the  exclusive  mail  and  express  trains,  but  this  Is  not 
true  of  the  majority  of  the  cars  which  are  today  being  handled 
in  the  regular  passenger  trains.  Why  should  not  this  space  be 
utilized  In  meeting  this  active  and  dangerous  motor  truck  com- 
petition about  which  we  are  talking?  There  Is  apparently  no 
good  reason  why  It  should  not.  To  be  sure,  not  anybody  -would 
suggest  that  the  fast  through  passenger  trains  be  burdened  with 
any  excessive  quantity  of  either  less-than-carload  freight  or  even 
express.  But  there  would  appear  to  be  no  reason  whatever  why 
local  passenger  trains  might  not  handle  In  the  baggage  cars 
which  they  carry  anyhow,  all  less-than-carload  freight  up  to  a 
certain  amount.  Doubtless  when  the  amount  of  such  freight  in- 
creased on  any  particular  run  to  such  an  extent  that  it  could 
not  be  handled  in  the  baggage  car  of  the  regular  local  passenger 
train,  the  railroads  would  find  It  profitable  to  provide  individual 
express  trains  to  handle  such  traffic. 

By  this  method  service  that  would  equal  that  afforded  by  the 
motor  truck  could  be  provided  and  by  this  method  also  the  motor 
truck  competition  of  the  railroads  could  be  adequately  met. 

This  method  of  handling  less-than-car-load  freight  need  not 
especially  interfere  with  the  express  business  either.  It  might 
appear  at  first-  that  It  would  interfere  to  some  extent  with  the 
express  business.  But  what  if  it  did?  Would  it  interfere  any 
more  than,  if  as  much  as,  the  motor  truck  is  today  interfering 
with  both  less-than-carload  traffic  and  express?  It  would  not.  If 
by  holding  to  themselves  practically  all  less-than-carload  freight 
arid  express,  they  could  secure  their  published  rates, 'would  not 
the  railroads  and  the  express  company  be  better  off  than  if  they 
let  the  business  go  to  the  motor  truck?  The  suggested  method 
of  handling  less-than-carload  freight  might  result  in  some  ship- 
ments which  now'  move  by  express  being  forwarded  by  freight, 
but  it  would  be  better  so  than  to  have  such  business  lost  entirely 
to  the  motor  truck.  This  is  especially  true  in  view  of  the  pres- 
ent contract  between  the  railroads  and  the  express  company.  That 
contract  provides,  briefly,  that  all  operating  expenses  of  the  ex- 
press company  shall  be  paid  out  of  its  gross  receipts;  that  two 
and  one-half  per  cent  of  the  sum  remaining  after  deduction  of 
operating  expenses  shall  accrue  to  the  express  company;  that 
the  remainder  shall  be  divided  between  the  express  company  and 
the  railroads  under  certain  percentage  provisions  contained  in 
the  contract.  The  further  details  of  the  contract  are  not  im- 
portant here,  as  what  has  been  said  is  sufficient  to  demonstrate 
the  fact  that  the  railroads  are  interested  in  the  financial  success 
of  the  express  company  and  also  that  they  are  directly  interested 
in  seeing  to  it,  if  they  can,  that  traffic  is  not  diverted  from  the 
express  company.  But  if  a  portion  of  the  express  traffic  must  b« 
diverted  from  the  express  company,  manifestly  It  behooves  the 
railroads  to  divert  such  traffic  to  themselves  rather  than  to  let 
it  go  to  some  outside  agency.  In  other  words,  it  behooves  them 
in  this  case  to  divert  such  traffic  to  themselves  rather  than  per- 
mit it  to  be  diverted  to  the  motor  truck. 

The  fact  that  shipments  handled  in  the  manner  suggested 
here  would  neither  be  called  for  at  point  of  origin  nor  delivered 
at  point  of  destination  by  the  railroads;  but  on  the  other  hand, 
would  be  handled  just  as  they  are  today,  except  that  they  would 
move  with  more  rapidity,  would  seem  to  justify  the  assertion 
that  the  suggested  change  would  not  necessarily  divert  business 
from  the  express  company  to  the  railroads  in  any  appreciable 
amounts.  Moreover,  pick-up  and  delivery  service  In  connection 
with  express  shipments  is  a  worthwhile  consideration  to  many 
users  of  express  service,  and  this  might  properly  be  said  to  sup- 
port the  statement  that  the  extent  to  which  the  suggested  ar- 
rangement would  divert  traffic  from  the  express  company  to  the 
railroads  would  be  small. 

The  question  of  rates  to  be  applied  on  shipments  handled  in 
the  manner  suggested  is  a  detail  that  would  require  considera- 
tion. It  is  generally  conceded  by  all  that  both  freight  and  ex- 
press rates  must  eventually  come  down.  How  much  they  must 
fall  remains  for  determination  in  the  light  of  all  .the  circum- 
stances and  conditions  as  they  exist.  It  might  be  that  the  pres- 
ent level  of  freight  rates,  applicable  to  less-than-carload  ship- 
ments, would  not  have  to  fall  quite  so  much  under  the  suggested 
arrngement  as  they  might  otherwise.  This  might  properly  be 
a  further  Justification  for  the  railroads  to  adopt  a  scheme  such 
as  that  here  suggested  for  handling  less-than-carload  freight.  Th« 
rates  will  have  to  be  reduced  to  some  extent  sooner  or  later,  how- 
ever, otherwise  the  motor  truck  will  continue  to  handle  an  ever 
Increasing  amount  of  the  less-than-carload  traffic;  for  they  are 
handling  the  freight  they  are  getting  today  at  rates  slightly  less 
than  those  currently  applicable  on  the  railroads.  That  is  to  say, 


operators  who  are  hauling  freight  by  motor  truck  for  hire  are 
charging  rates  slightly  lower  than  those  contemporaneously  as- 
sessed by  the  railroads  for  transporting  freight  between  the  same 
points. 

There  are  other  details  which  would  have  to  be  worked  out 
before  such  an  arrangement  as  that  here  suggested  could  be  in- 
augurated. For  -example,  if  less-than-carload  freight  were  han- 
dled as  suggested  all  local  freight  trains  could  be  eliminated,  but 
provision  would  have  to  be  made  for  performing  carload  switch- 
ing service  at  various  points  along  each  railroad  where  such 
switching  service  ts  today  performed  by  the  local  freight  train 
crews. 

The  elimination  of  all  local  freight  trains  would  save 
millions  of  dollars  a  year  for  the  railroads  of  the  United  States 
and  turn  into  net  earnings  at  least  a  very  large  part  of  tha 
money  which  is  today  spent  in  the  operation  of  such  trains.  The 
engines  which  today  are  used  for  pulling  these  thousands  of  local 
freight  trains  could  be  used  for  hauling  through  freight  during 
heavy  traffic  seasons,  such  as  we  have  had  In  the  past  and  such 
as  we  will  have  again  in  the  future.  Every  railroad  man  knows 
that  lack  of  motive  power  was  one  of  the  greatest  handicaps  of 
the  railroads  during  the  peak  years  of  the  recent  past.  In  dull 
periods  these  temporarily  surplus  engines  could  at  least  remain 
in  the  roundhouses  of  the  country  and  save  the  railroads  the  ap- 
e'rating  and  maintenance  costs  which  today  result  from  their 
use  in  hauling  local  freight  trains. 

The  probable  saving  to  the  railroads,  the  diversion  of  rev- 
enue earning  traffic  from  the  motor  truck  back  to  the  railroads, 
etc.,  which  would  result  from  the  operation  of  the  plan  here  sug- 
gested must  necessarily  be  dealt  with  largely  in  generalities,  be- 
cause there  are  not  any  actual  figures  available  upon  which  to 
base  actual  calculations.  It  is  doubtful  if  even  the  railroads 
themselves  could,  without  many  weeks  and  perhaps  months  of 
hard  work  by  an  army  of  clerks,  ascertain  the  saving  which 
could  be  reasonably  expected  to  flow  from  the  elimination  of  all 
the  thousands  of  local  freight  trains  now  in  operation.  Mani- 
festly it  would  be  impossible  for  the  railroads  or  anybody  else  to 
even  approximately  estimate  how  much  tonnage  they  have  al- 
ready lost  to  the  motor  truck,  how  much  more  they  will  lose  to 
the  motor  truck  if  that  competition  is  not  met,  or  how  much 
their  tonnage  and  revenues  will  be  increased  by  the  inauguration 
of  some  means  of  meeting  the  motor  truck  competition.  It  is 
only  known  that  motor  trucks  are  increasing  constantly  in  num- 
ber; that  they  have  diverted  from  the  railroads  an  enormous 
amount  of  tonnage;  that  as  the  miles  of  good,  hard-surfaced 
roads  increase  throughout  the  United  States,  just  so  will  the 
freight  hauling  truck  lines  increase  in  number  and  divert  from 
the  railroads  a  greater  quantity  of  tonnage,  unless  the  railroads 
promptly  and  effectively  meet  the  competition  offered  by  such 
truck  lines. 

Again  I  say  the  motor  truck  is  a  most  active  and  dangerous 
competitor  of  the  railroads.  There  is  not  any  reason  why  the 
railroads  should  not  as  promptly  and  effectively  meet  this  com- 
petition as  would  any  other  business  institution  in  the  country 
meet  its  competition.  If  in  meeting  the  motor  truck  competition, 
the  railroads  are  able  not  only  to  hold  their  traffic  but  are  able 
also  to  cut  their  operating  expenses  millions  of  dollars  a  year, 
they  should  not  hesitate  to  do  it.  Surely  the  people  who  pay 
the  rates  would  welcome  any  saving  which  the  railroads  might 
make  in  their  operating  expenses;  for  the  people  want  the  rail- 
roads to  prosper,  to  make  money.  The  people  realize  now,  as 
they  never  quite  realized  before,  that  upon  the  prosperity  of  the 
railroads  largely  depends  the  success  and  development  of  prac- 
tically every  business  institution  and  community  in  the  country, 
some  to  a  greater  extent  than  others,  but  all  are  included. 

A.  U.  Tadlock,  Traffic  Manager, 
Jonesboro  Freight  Bureau. 

Jonesboro,  Ark.,  Jan.  20,  1922. 


DEFENSE   OF   BARGE   LINE 

Editor  The  Traffic  World: 

The  Galveston  News  article  in  The  Traffic  World,  January 
14,  relating  to  the  Mississippi  barge  line  service,  should  not 
go  unanswered.  Of  course,  it  is  perfectly  natural  for  a  paper 
to  support  its  own  town,  but  why  ask  the  great  body  of  shippers 
in  other  parts  of  the  country  to  contribute  to  that  particular 
town's  support.  The  benefits  accruing  to  the  town  of  Galveston 
certainly  do  not  reach  as  great  a  number  of  people  as  the  bene- 
fit derived  from  a  first-class,  dependable  barge  line  through  the 
central  part  of  the  United  States,  and  on  its  largest  river.  These 
benefits  are  enjoyed  by  not  only  the  people  along  the  river,  but 
by  the  shipping  public  in  almost  all  parts  of  the  country. 

The  last  few  years  very  forcibly  demonstrated  the  fact  that 
the  railroads  of  the  country  are  not  capable  of  handling  the 
business  at  its  peak,  hence  the  barge  line  should  be  regarded 
as  a  public  necessity,  the  same  as  the  railroads.  The  fact  that 
it  is  owned  and  operated  by  the  government  and  pays  no  taxes 
does  not  lessen  its  necessity  to  the  public.  There  are  any  num- 
ber of  privately  owned  boats  and  barges  operating  on  the  rivers 
of  the  country,  whose  charges  are  even  less  than  the  recognized 
80  per  cent  of  the  all-rail  rates. 

•If  our  waterways  had  been  developed  with  efficient,  depend- 
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POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  I*  the  logical  medium  for  «ettin»  the 
men  and  the  poiitlons  In  touch  with  each  other.  The  rate*  for 
claaalfled  advertisements  are  ai  follow*:  First  Insertion.  fl.OO  per 
line,  minimum  charge.  $3.00:  succeeding  insertions,  per  line.  50c;  10 
words  to  the  line:  number*  and  abbreviation*  counted  aa  words; 
(  point  type:  payable  In  advance.  Answer*  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  In  strict  confidence.  The 
TRAFFIC  WORLD.  418  South  Market  Street  Chicago.  111. 

POSITION  WANTED— Age  Z"  year*,  former  hlfth  school  principal, 
college  graduate.  A.  B.  degree,  graduate  of  American  Commerce  As- 
sociation School  In  Truffle  Management,  well  versed  in  theory,  desires 
experience  with  Industry  or  railroad  where  advancement  Is  possible. 
S'ot  afraid  of  work.  Address  R.  IT.  M.  417.  Traffic  World.  Chicago. 

POSITION  WANTED — As  executive  or  assistant:  at  present  assist- 
ant to  superintendent  and  auditor  Important  short  line;  formerly  for 
fifteen  rears  with  Trunk  Line  Station  service.  Address  CAR,  Traffic 
World.  Chicago. 

SITUATION  WANTED — Traffic  Manager,  or  will  consider  position 
as  assistant:  fifteen  years'  Industrial-railroad  experience:  thorough 
knowledge  rates,  claims.  I.  C.  C.  law:  executive  ability:  single.  Cor- 
respondence-interviews solicited.  Address  E.  V.  E.  413.  Traffic  World. 
Chicago. 

WANTED  POSITION — As  Traffic  Manager  with  growing  conce 
twenty  years'  experience.  Best  references.  Address  V.  B.  T.  415.  ci 
Traffic  world.  Chicago. 


rn: 
care 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 


'  In  •hippin*?-  to  nap 

tS^ti^-Z 


^^ttaay^^.^rtr^rS 

^S^^^^^^'^^^^Si 

Ij^UUr.  EXTENSION  UNIVERSITY 


r*.  I*rt*l  BM*MM  T*m* 


CHICAGO.  ILLINOIS 

•  Ukt  WmU 


You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 


Baltic  Scandinavian 

Fast  Freight  Service 

TO 

Gothenburg,    Stockholm,    Hango, 

Copenhagen,  Danzig,  Reval, 
Malmo,  Libau   and    Helsingfors 

U.  S.  S.  B.  A-l  Steel  Steamers  Carrying  U.  S.  Mail 

FROM  NEW  YORK 
S.  S.  Eastern  Cross    ....    Sailed 
S.  S.  Eastern  Star      ....     January  28th 

.  S.  S.  East  Port February  25th 

(Now  Receiving  Pier  ii,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and  Scandinavian  Ports 
When  ihipping  to  Baltic  Port*  tptcifv 

SUSQUEHANN A 
Steamship  Company,  Inc.   A    ^ 
2  Stone  Street  New  York  City 

Phone  Bowling  Green   2953-8 

S.   L.  BURGESS  &  CO.,  Agents 
92S  Lafayette  Bldg.  Philadelphia,  Pa. 


All  the  extras  that  most  trucks 
require  are  standard  equipment 
with  the  Pierce- Arrow.  It's  com- 
plete, ready  for  instant  service 
and  long,  uninterrupted  service. 


Pierce -Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  $32OO      31-ton  $4350     5-ton  $4850    fully  equipped 
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able  barge  line  service  such  as  the  Mississippi-Warrior  service, 
we  question  whether  the  labor  leaders  would  have  been  able  to 
saddle  on  the  Railroad  Administration  such  onerous  rules  as 
the  national  agreements. 

It  is  a  well  known  fact  that,  in  the  past,  the  railroads  have 
been  able  to  put  all  competitive  boat  lines  out  of  business,  but  the 
present  transportation  law  will  prevent  this  in  the  future.  An 
absolute  monopoly  is  good  for  neither  the  railroads  nor  any 
other  business.  The  business  of  the  country  is  built  on  the  com- 
petitive basis. 

The  article  makes  comparisons  based  on  the  operating  cost 
of  the  Mississippi  barge  line  service  during  its  first  two  years 
of  operation.  The  writer  apparently  did  not  take  into  considera- 
tion the  fact  that  this  business  was  initiated  under  war  time 
emergency,  and  the  great  part  of  its  equipment  was  purchased 
at  war  time  costs,  and  operated  during  the  period  of  war  labor 
costs.  It  would  not  be  expected  that  a  business  newly  organized 
on  the  same  comparative  scale  would  attain  a  profit  earning  ca- 
pacity within  the  same  period,  and  no  one  was  surprised  that 
the  barge  line  showed  losses  during  the  formative  period  under 
the  emergency  conditions  existing. 

The  railroads  of  the  country  have  a  plant,  roughly  valued 
for  rate  making  purposes,  of  $18,000,000,000,  only  $1,250,000,000 
of  which  has  in  it  any  element  of  war  cost.  In  order  to  handle 
freight  by  barge  successfully  there  must  be  adequate  terminals 
and  docks.  That  was  one  of  the  handicaps  under  which  the 
barge  line  was  operating,  and  is  operating  to  a  certain  extent 
at  the  present  time,  as  some  of  the  floating  docks  are  not  yet 
completed.  When  these  necessary  improvements  are  completed, 
the  operating  will  be  materially  lessened.  History  will  show 
that  there  isn't  a  railroad  that  showed  a  profit  on  its  first  year's 
earnings;  and  during  the  period  of  initial  construction  of  trunk 
line  railroads^  the  free  land  grants  and  terminal  site  gifts  to 
the  railroads  were  equal 'in  amount  to  any  sum  that  might  be 
expended  in  improving  river  channels  for  navigation  purposes, 
which  would  be  of  benefit  to  the  railroads  in  service  to  the 
public. 

It  can  also  be  pointed  out  that  the  government  has  recently 
been  very  generous  in  the  matter  of  financing  the  railroads  with 
moneys  which  had  to  be  provided  by  the  public  in  the  shape  of 
taxes.  No  serious  protest  has  been  raised  about  supplying  the 
railroads  with  funds  'in  this  manner,  so  why  should  the  river 
interests  be  criticized  if  the  government  is  asked  to  show  the 
same  kind  of  generosity,  in  improving  channels  and  creating 
shipping  facilities? 

They  were  recognized  as  a  public  necessity  in  developing 
the  country.  Now  the  country  has  developed  to  such  an  extent 
that  the  railroads  are  no  longer  able  adequately  to  handle  the 
business  and  our  waterways  must  be  developed  to  take  up  the 
burden.  It  is  a  significant  fact  that  there  will  be  no  more  trunk 
lines  built  in  the  United  States,  hence  the  necessity  for  the  de- 
velopment of  our  inland  waterways. 

As  to  the  application  on  the  docket  of  the  Interstate  Com- 
merce Commission — a  petition  to  require  the  railroads  to  pub- 
lish joint  rail  and  water  rates  with  the  barge  line  from  prac- 
tically all  parts  of  the  country — this  is  nothing  more  than  the 
railroads  enjoy  among  themselves,  and  since  they  are  obviously 
unable  to  handle  the  business  alone,  they  should  be  required  to 
grant  this  privilege.  The  paper  also  asserts  that  the  granting 
of  this  petition  would  inflict  a  ruinous  injustice,  not  only  on 
the  port  of  Galveston,  but  to  all  ports  west  of  the  Mississippi 
and  all  the  railroads  in  the  Mississippi  Valley  territory,  claim- 
ing that  the  roads  would  be  compelled  to  reduce  their  rates  on 
grain,  cotton  and  other  commodities  exported.  By  the  wildest 
stretch  of  imagination,  we  cannot  see  where  a  reduction  in  rates 
on  these  basic  commodities  would  be  an  injustice  to  any  port  or 
any  community  since  the  benefits  accruing  from  such  reductions 
would  revert  to  the  farmer.  Since  the  general  prosperity  of  the 
country  depends  upon  their  prosperity,  this  would  be  a  benefit 
to  the  whole  country. 

The  article  in  citing  that  the  rail  haul  of  1,124  miles  from 
Denver  to  Galveston  is  costing  the  shippers  more  than  the  rail 
haul  of  1,123  miles  from  Denver  to  Memphis,  and  thence  by  water 
to  New  Orleans,  constitutes  a  criticism  on  the  railroad  that 
makes  it  necessary  for  the  shippers  to  pay  this  excess  cost  to 
Galveston,  when  the  railroads  themselves  are  willing  to  make 
a  haul  of  an  equal  number  of  miles  to  Memphis  for  less  money. 
The  reason  why  inland  points  have  been  seeking  relief  through 
.water  rates  is  probably  explained  when  one  considers  that  the 
rail  haul  from  the  Missouri  River  to  Denver  is  2%  times  as 
much  as  the  rail  haul  from  Detroit  to  the  Missouri  River.  Or 
again,  consider  that  the  charge  on  sugar  shipped  from  New 
York  to  Denver  is  three  times  as  great  as  on  sugar  shipped  from 
New  York  to  Omaha,  apparently  due  to  the  fact  that  Omaha  is 
located  on  a  potential  waterway  competitor. 

The  article,  in  citing  that  the  barge  line  has  not  made  earn- 
ings on  the  investment,  has  apparently  not  taken  into  considera- 
tion that  the  barge  line  has  written  out  to  depreciation  sums 
of  $30,000  to  $40,000'  per  month,  based  on  the  high  war  time 
cost  of  the  equipment,  whereas  90  per  cent  of  the  equipment  of 
the  railroads  (with  which  he  makes  comparison)  was  bought 


prior  to  the  war  at  comparatively  low  cost.  Under  normal  con- 
ditions this  amount  would  have  been  almost  sufficient  to  have 
paid  a  fair  return  on  the  investment.  Exclusive  of  writing  off 
this  heavy  depreciation,  the  figures  for  the  last  nine  months  of 
the  calendar  year  1921  showed  earnings  over  actual  operating 
cost  of  $115,000,  although  there  were  losses  during  September, 
October  and  November.  Everyone  interested  in  the  barge  line 
feels  that  this  shows  that  the  line  is  just  beginning  to  receive 
the  benefit  of  all  their  development  and  preparatory  work,  and 
that  from  this  time  forward  earnings  may  reasonably  be  ex- 
pected. 

The  lesser  rates  quoted  by  boat  lines  are  the  result  of  the 
generally  accepted  practice  that  a  boat  is  not  entitled  to  as 
much  pay  for  service  as  the  railroad,  and  the  20  per  cent  differ- 
ential has  been  used  until  it  has  become  the  expected  basis. 

If  the  channel  improvements  which  should  be  made  in  the 
lower  Mississippi  were  completed  and  the  channels  straightened 
to  eliminate  long  bends  and  loopings,  the  distance  would  be 
reduced  from  its  present  1,154  miles,  from  New  Orleans  to  St 
Louis,  to  something  that  would  compare  favorably  with  the  rail- 
roads 700  miles,  and  it  is  likely  that  the  boats  could  operate  on 
a  shorter  course  with  greater  economy,  and  probably  make  a 
lesser  rate  than  even  the  20  per  cent  differential. 

The  20  per  cent  differential  in  connection  with  the  joint 
rates  cited  in  the  article  is  not  a  20  per  cent  differential  of  the 
through  rate,  but  20  per  cent  differential  for  the  water  haul  only. 
It  is  our  opinion,  and  we  believe  the  opinion  of  the  majority 
of  the  large  shippers  of  the  country,  that  the  petition  now  be- 
fore the  Commission  for  joint  rates  and  divisions  should  be 
granted,  not  only  to  this  barge  line,  but  to  any  other  responsible 
line. 

The  waterways  of  Europe,  even  the  smaller  ones,  were  team- 
ing with  traffic  before  the  war.  They  utilized  every  navigable 
river.  This  is  a  great  contrast  to  the  great  economic  waste  of 
our  own  waterways. 

H.  G.  Legan,  Ass't  Traffic  Manager, 
Morton  Salt  Company. 

Chicago,  January  25,  1922. 


COMPETITION  BY  GOVERNMENT 

Editor  The  Traffic  World: 

It  affords  me  a  great  deal  of  pleasure  to  commend  the  edi- 
torial in  your  issue  of  January  21.  You  are  everlastingly  right 
in  your  contention  that  there  is  neither  justice  nor  sense  in  the 
government  creating  and  maintaining  such  water  way  competi- 
tion as  will  bankrupt  absolutely  essential  carriers  to  meet  it. 

You  well  say,  "The  public  at  large  reaps  no  benefit,  but  pays 
for  the  special  benefit  to  the  few,  for  the  subsidy,  whatever  its 
nature,  must  be  paid  for  out  of  taxes." 

Some  years  ago  I  started  fighting  the  reckless  appropriation 
of  public  funds  for  the  improvement  of  unnecessary  ports  and 
worthless  waterways,  calling  particular  attention  to  such  streams 
as  the  Trinity  and  Arkansas  rivers.  Even  on  the  Mississippi 
river  independent  service  cannot  be  maintained  without  a  bonus 
from  the  Government,  and  there  is  no  reason  in  the  world  why 
the  citizens  at  large  should  pay  the  bonus. 

Please  keep  the  public  advised  in  regard  to  cost  of  the 
Merchant  Marine,  shipping  board,  and  ship  subsidy  propaganda. 
They  are  all  along  the  same  line.  It  will  take  courage  to  fight 
them,  but  you  can  always  rest  assured  that  you  are  working 
along  the  right  lines,  and  that  you  have  an  intelligent  con- 
stituency back  of  your  efforts  to  expose  the  graft. 

J,  H.  Johnston,  Traffic  Manager, 
Okahoma  Seed  Crushers  Association. 

Oklahoma  City,  Okla.,  Jan.  24,  1922. 


Editor  The  Traffic  World: 

We  thank  you  most  heartily  for  your  editorial  of  January  21, 
"Competition  by  Government."  Surely  such  plain  and  fair  state- 
ments of  the  facts  and  what  is  right  will  have  a  wholesome  ef- 
fect even  on  the  selfish  people  who  are  trying  to  get  an  undue 
advantage  from  the  public  treasury. 

Every  senator  and  congressman  should  have  the  truth  you  so 
aptly  express  drubbed  into  their  heads  until  they  awake  to  the 
enormity  of  the  transportation  discriminations  being  fostered  by 
government  subsidy  to  certain  forms  of  transportation. 

Every  railroad  manager  had  just  as  well  make  up  his  mind 
that  this  issue  can  no  longer  be  met  by  permission  of  the  Inter- 
state Commerce  Commission  to  violate  the  fourth  section;  for 
the  interior  people  are  organizing  and  are  being  taught  what  dis- 
asterous  effect  such  discriminations  against  them  have  on  their 
business  opportunities  and  they  are  going  to  resist  to  the  utmost 
fourth  section  violations  to  meet  water  competition.  Hence,  the 
sooner  the  carriers  by  rail  join  hands  with  the  interior  people, 
who  make  their  railroads  possible  to  exist,  vhe  sooner  will  this 
foolish  government  policy  be  broken  down,  equal  opportunity  be 
given  each  method  of  transportation,  and  every  community  be 
forced  to  bear  its  proper  share  of  transportation  tax. 

Even  the  rural  people  of  this  country  are  beginning  to  be 
educated  and  intelligent  enough  to  resist  every  policy  of  govern- 
ment that  grants  special  privileges  to  the  few  against  the  in- 
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terests  of  the  whole  citizenship,  and  when  they  demand  honesty 
and  fair  dealing  (or  all  communities  it  must  be  given. 

A.  J.  McGehee,  Secretary, 
Southern  Interior  Traffic  Association. 
Jackson,  Tenn.,  Jan.  24,  1922. 

MISQUOTATION    OF   RATES 

Editor  The  Traffic  World: 

One  often  hears  complaints  from  the  shipping  public,  and 
some  with  merit  while  others  seem  to  be  the  same  old  song.  The 
writer  of  this  missive  is  a  quotation  clerk  who  subscribes  to  your 
publication  and  would  not  be  without  it. 

In  your  December  24  issue,  in  the  Open  Forum  column,  I 
note  the  question  regarding  misquotation  of  rates  has  been  given 
some  thought  by  one  of  your  readers,  and  as  usual  the  entire  bur- 
den is  placed  on  the  railroads. 

I  wonder  if  Mr.  Harp  has  had  experience  in  any  of  the  gen- 
eral offices  of  the  larger  roads  answering  rate  requests?  .  If  he 
had,  I  believe  that  he  would  understand  the  impossibility  of 
holding  the  carrier  in  a  case  of  misquotation,  due  to  the  fact 
that  the  request  for  information  is,  in  the  first  place,  either 
vague  or  indefinite,  or  in  the  second,  incomplete. 

The  railroads  furnish  tariffs  to  the  shipping  public  and  likev 
wise  file  them  with  their  agents;  and  if  I  happened  to  be  a  traf- 
fic manager,  I  certainly  would  consult  the  issue  before  accepting 
another  man's  check.  After  all,  is  this  not  the  duty  of  a  traffic 
manager?  If  this  were  done  the  railroad  would  not  be  burdened 
with  responsibility. 

My  position  now  <calls  for  just  quotation  work  only.  We, 
give  each  quotation  painstaking  attention  and  seldom  make  er- 
rors. Yet  they  will  occasionally  creep  in,  but  generally  each 
quotation  receives  all  the  attention  it  deserves,  and  in  this  charg- 
ing of  the  public  with  'a  knowledge  of  the  rate  the  Commission 
has  beyond  doubt  prevented  discriminations  which,  In  the  end, 
would  certainly  affec*  some  of  us  after  all. 

In  a  question  of  this  sort,  we  must  be  fair;  but  under  no  cir- 
cumstances should  the  entire  blame  be  placed  on- one,  when  as 
a  matter  of  fact,  there  is  always  two  sides  to  a  question  of  this 
kind. 

Let  the  shipping  public  place  their  requests  before  the  quo- 
tation clerks  in  a  clear  and  concise  manner,  and  misquotations 
will  not  occur.  Misunderstanding  is  generally  the  cause  and  that 
can  be  remedied  by  clearness. 

William  Sykes. 

St.  Louis,  Mo.,  Dec.  31,  1921. 


Editor  The  Traffic  World: 

Much  has  been  said  in  the  Open  Forum  department  of  your 
publication,  recently,  on  the  subject  of  misquotation  of  rates. 
Many  of  the  curative  ideas  therein  expressed  have  had  much 
merit,  but  it  is  apparent  some  of  the  suggested  remedies  might, 
when  applied,  add  "insult  .to  injury." 

An  erroneous  rate  quotation  to  a  shipper  by  an  employe 
of  a  carrier  is  a  most  regrettable  act,  which  it  is  hoped  may  be 
curtailed  if  not  altogether  eliminated  by  some  practical  and 
equitable  solution  not  as  yet  advanced. 

In  your  issue  of  January  14,  George  W.  Collins,  of  Cincin- 
nati, suggests  that,  when  a  carrier  is  found  guilty  of  misquot- 
ing a  rate  that  has  not  caused  the  party  receiving  the  erroneous 
quotation  to  suffer  a  loss,  the  carrier  should  be  fined  $25  to 
$50,  the  amount  to  be  divided  between  the  federal  government 
and  the  party  to  whom  quotation  was  made,  and  in  any  case 
where  a  party  receiving  erroneous  quotation  from  any  carrier, 
subject  to  the  act  to  regulate  commerce,  has  suffered  a  loss,  such 
loss  should  be  made  good  to  such  party  in  addition  to  the  fine  as 
provided  above.  Such  a  law,  Mr.  Collins  suggests,  would  tend' 
to  increase  efficiency  in  the  rate  department  of  many  of  our 
carriers. 

Such  a  law  might  cure  the  evil,  but  it  would  also  create 
a  greater  evil  by  inviting  the  way  to  increased  efficiency  in  the 
rate  departments  of  those  carriers  whose  scruples  would  not 
deter  them  from  turning  backward  to  the  practice  of  rebating. 
History  demonstrates  that  there  are  carriers  and  agents  of  car- 
riers who  would  readily  take  advantage  of  the  opportunity  to 
shade  the  rate  and  pay  rebates,  and  that  there  are  still  living 
shippers  who  would  willingly  accept  such  rebates,  through  the 
application  and  operation  of  a  law  permitting  misquotation  of 
rates,  followed  by  a  fine  of  $25  to  $50  plus  any  loss. 

Let  us  keep  hitting  the  same  nail  on  the  head  (as  it  were) 
until  someone  drives  it  home. 

O.  M.  Odell,  Traffic  Manager, 
Dahlstrom  Metallic  Door  Company. 

Jamestown,  N.  Y.,  Jan.  25,  1922. 


EXPRESS  COMPANY  SERVICE 

Editor  The  Traffic  World: 

The  letter  in  the  January  21  issue  of  The  Traffic  World,  call- 
Ing  attention  to  express  service,  was  read  by  the  writer,  who 
wishes  to  add  a  word. 

On  December  15  we  shipped  from  Toledo,  Ohio,  to  Chat- 
tanooga, Tenn.,  a  small  shipment  of  about  300  pounds.  After 


waiting  a  reasonable  time,  a  tracer  was  instituted,  on  December 
28,  with  no  results.  On  'December  31  we  made  a  duplicate  ship- 
ment that  arrived  on  January  2  and  was  delivered  to  the  con- 
signee on  January  3.  The  first  shipment  was  not  reported  on, 
even  after  repeated  telephone  calls,  until  we  sent  the  express 
company  a  very  caustic  letter,  and  the  reply  to  that  letter  did 
not  state  when  the  shipment  was  delivered,  but  only  called  our 
attention  to  the  speed  in  delivering  the  second  shipment.  We 
think  this  is  very  poor  treatment  to  receive,  especially  when  one 
receives  so  much  better  service  by  freight. 

D.  A.  Lingel,  Traffic  Manager, 
The  Sandusky  Cooperage  &  Lumber  Co. 
Toledo,  Ohio,  Jan.  24,  1922. 


ISSUES   IN   LEIGH   ELLIS   CASE 

Editor  The  Traffic  World. 

I  note  on  page  149  of  The  Traffic  World  for  January  21  a 
discussion  of  the  Leigh  Ellis  case.  This  discussion  shows  a 
lack  of  understanding  of  what  was  decided  in  the  case. 

It  is  there  stated  that  the  contract  provision  of  the  uniform 
or  standard  t>ill  of  lading  was  not  connected  with  the  con- 
troversy, but  that  the  case  was  decided  on  the  limitation  laws 
prescribed  by  the  state  of  Georgia.  This  is  an  error.  The 
limitation  laws  of  the  state  of  Georgia,  for  a  case  like  this,  pro- 
vide for  a  four-year  statute.  The  federal  laws,  as  I  construe 
them,  provide  for  a  six-year  statute.  The  transportation  act, 
1920,  section  206a,  provides  that  either  the  state  or  the  federal 
statutes  shall  apply,  provided  the  limitation  shall  not  run  longer 
than  two  years  after  the  date  of  the  transportation  act. 

The  defendant  in  the  Leigh  Ellis  case  claimed  that  neither 
the  federal  statute  nor  the  state  statute  applied,  but  that  the 
two-year-and-one-day  provision  of  the  bill  of  lading  applied.  Both 
the  trial  court  and  the  circuit  court  of  appeals  sustained  this 
contention,  holding  that  the  bill  of  lading  fixed  the  time  in 
which  suit  must  be  filed.  In  our  opinion  the  lower  courts  are 
wrong  and  the  question  has  been  taken  to  the  Supreme  Court  of 
the  United  States. 

Walking,   Russell   &   Asbill. 

By  Edgar  Watkins. 

Atlanta,  Ga.,  January  23,  1922. 


LIVE  STOCK  TO  CHICAGO 

In  Docket  No.  13198,  Chicago  Live  Stock  Shippers'  Exchange 
vs.  Director  General,  C.  &  N.  W.,  et  al.,  hearing  on  which  was 
held  before  Examiner  Keeler  in  Chicago,  January  23,  the  com- 
plainant sought  to  recover  for  various  shippers  of  live  stock  of 
which  its  members  were  receivers,  the  difference  in  the  rates 
via  the  North  Western  line  on  shipments  from  various  Wiscon- 
sin points,  and  the  rates  charged  via  the  North  Western  in 
conjunction  with  the  Soo  Line  from  Fond  du  Lac  to  Chicago, 
during  federal  control. 

It  was  alleged  by  a  number  of  these  shippers  that  railroad 
agents  at  Calvery,  St.  Cloud,  Peebles  and  Rosendale,  Wis.,  re- 
fused to  accept  cars  for  delivery  in  Chicago,  after  January  1, 
1918,  unless  they  were  routed  North  Western  to  Fond  du  Lac  and 
Soo  Line  beyond  to  Chicago,  via  which  route  the  full  local  to 
Fond  du  Lac  and  the  rate  beyond  was  assessed.  This  resulted, 
they  said,  in  charges  ranging  from  4%  to  6  cents  over  the 
through  rate  via  the  North  Western.  The  shippers  said  that 
the  reason  given  for  the  change  in  routing  was  the  removal 
of  the  through  live-stock  train  from  the  schedules  of  the  North 
Western,  which  would  have  made  a  full  day's  lay-over  in  Fond 
du  Lac  necessary  had  the  agents  accepted  cars  for  all-North 
Western  routing.  Reparation  asked  aggregated  $1,282.18. 

Thomas  M.  Woodward,  attorney  for  the  Director-General, 
pointed  out  that  the  shippers,  who  testified  that  they  paid  and 
bore  the  freight  charges,  were  not  parties  to  the  complaint, 
whereupon  H.  R.  Park,  who  conducted  the  case  for  the  livestock 
exchange,  asked  leave  to  amend  it  so  as  to  include  these  ship- 
pers. To  this  the  Director-General's  representative  objected  on 
the  grounds  that  the  statute  of  limitations  had  run  out  so  far  as 
these  claims  were  concerned. 

Mr.  Park  asked  for  further  hearing  in  order  to  give  two 
shippers  who  were  not  present  an  opportunity  to  testify.  The 
request  was  taken  under  advisement,  the  Director-General  with- 
holding testimony  until  all  that  in  behalf  of  the  complainants 
was  put  in. 


ILLINOIS  CENTRAL  TO  BUY  REFRIGERATORS 

The  Illinois  Central  has  filed  an  application  with  the  Commis- 
sion, asking  for  authority  to  execute  an  agreement  with  the 
Pullman  Company,  under  which  the  purchase  price  of  $1,748,500 
for  650  refrigerator  cars  now  being  built  by  that  company  will  be 
paid  for  in  semi-annual  installments  from  October  1,  1922,  to, 
April  1,  1932,  inclusive.  There  will  be  no  securities  issued,  the 
applicant  said,  and  deferred  payments  will  hear  6  per  cent  in- 
terest. The  company  said  the  refrigerator  cars  would  be  needed 
in  order  to  serve  adequately  the  shipping  public  with  the  resump- 
tion of  more  normal  traffic  conditions,  which  the  company  said 
it  was  confidently  expected  would  shortly  take  place. 
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DAMAGES   FOR    FIRE    LOSSES 

The  Railroad  Administration  announced  this  week  the  basis 
on  which  it  would  settle  claims  against  it  growing  out  of  dam- 
ages and  loss  of  life  in  forest  flres  alleged  to  have  been  set  by 
the  Great  Northern  and  Missabe  systems  while  under  federal 
control.  In  a  long  statement  it  set  forth  that  there  was  a 
desire  on  its  part  to  settle  the  claims  as  soon  as  possible.  It 
announced  it  would  settle  property  losses  in  some  instances  on  a 
basis  of  40  per  cent  and  in  others  50  per  cent.  A  hearing 
was  held  January  24  at  which  the  claimants  were  represented. 

B.  &  O.  BRANCH  LINE  ABANDONMENT 
The  Baltimore  &  Ohio,  in  two  applications  filed  with  the 
Commission,  has  asked  authority  to  abandon  two  branch  lines. 
One  of  the  applications  relates  to  the  proposed  abandonment  of 
7.31  miles  of  track  in  Starke  county,  Ohio,  and  the  other  to  the 
proposed  abandonment  of  2.76  miles  of  track  in  the  same  county. 
The  company  said  that  the  7.31  miles  of  track  was  built  to  reach 
coal  lands  in  the  vicinity  of  Pigeon  Run  and  Greenville,  O.,  and 
that  the  coal  lands  adjacent  thereto  have  been  worked  out.  The 
other  branch,  constructed  to  reach  the  town  of  Magnolia,  O.,  is 
without  sufficient  traffic  to  justify  its  operation,  the  company 
said. 

D.  T.  &   I.   BONDS 

The  Detroit,  Toledo  &  Ironton  has  applied  to  the  Commis- 
sion for  permission  to  issue  $451,000  of  first  mortgage  50-year 
5  per  cent  gold  bonds,  due  March  1,  1964,  to  reimburse  the 
company  for  expenditures  made  between  July  1,  1920,  and 
July  1,  1921,  for  additions  and  betterments  and  equipment.  The 
securities  are  to  be  sold  to  Henhy  Ford,  Edsel  B.  Ford  and 
Clara  J.  Ford  at  par. 

EXPRESS  RATES  ON  FARM  PRODUCTS 

Senator  Trammell  of  Florida  has  introduced  a  resolution 
(S.  Res.  217),  which  was  referred  to  the  Senate  committee  on 
interstate  commerce,  directing  the  committee  "to  investigate  the 
present  high  express  rates  being  charged  on  citrus  fruits,  vege- 
tables and  other  perishable  farm  products,  with  a  view  to  bring- 
ing about  early  legislation  that  will  result  in  a  reduction  of  the 
existing  express  rates  on  such  perishable  products." 

C.  I.  &  L.  BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Chi- 
cago, Indianapolis  &  Louisville  Railway  Co.  to  procure  authen- 


tication and  delivery  to  its  treasurer  of  not  exceeding  $955,000 
of  first  and  general  mortgage  6  per  cent  gold  bonds  and  to 
pledge  and  repledge  them  from  time  to  time,  until  otherwise 
ordered,  for  short-term  notes.  The  bonds  cover  expenditures 
from  income  or  other  moneys  in  meeting  matured  equipment 
bonds  and  notes,  and  for  additions  and  betterments. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
«nd  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
luthorities  n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se-"icc  by  the  payment  of  a  reasonable  fee.  The  right  ia  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Trvflk-  •orvln  Corporation,  Colorado  Building,  Washington,  D.  C. 


Tax  on   Shipments  Arriving  on  and  After  January  1,  1922 

Ohio. — Question:  Kindly  advise  if  war  tax  should  have  been 
charged  on  shipments  prepaid  prior  to  January  1,  when  ship- 
ments arrived  at  destination  after  January  1.  If  we  would  send 
the  bills,  receipted  to  the  consignees,  would  they  be  in  position 
to  have  the  war  tax  refunded?  Also  on  shipments  to  stations 
with  no  agents,  where  charges  are  prepaid. 

Our  contention  is,  on  all  cars  prepaid,  war  tax  is  charged 
under  the  circumstances  above,  regardless  of  when  the  cars 
were  received  at  destination.  Please  advise  if  there  could  be 
a  refund  made  by  claim  on  war  tax  in  the  above  mentioned 
instances. 

Answer:  Treasury  Decision  3255  provides  that  the  tax  im- 
posed by  subdivisions  (a),  (b)  and  (c)  of  the  revenue  act  of 
1918  applies  to  amounts  prepaid  for  transportation  in  cases 
where  the  shipments  are  made  before  Jan.  1,  1922,  but  does  not 
apply  in  cases  where  the  charges  are  "collect"  on  shipments 
made  before,  but  arriving  at  destination  on  or  after  January 
1,  1922. 

Under  this  decision  of  the  Treasury  the  time  when  the 
charges  are  paid,  that  is,  whether  before  or  after  January  1, 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


REGULAR  SERVICES 
FREIGHT  and  PA5SENCER 


NEW  YORK 
BALTIMORE 


MONTREAL 


PHILADELPHIA 
PORTLAND.  ME. 


OUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  mnJ  Civort  Fr*lgHl  SMpm.nl. 
COMPANY'S  OFFICE.*.  Cemar*  •  •lle)la>g.  .  CHICAGO 
».  W.  Car.  D.arfcern  >~e  Randolph  Sta.  T.l.phon.  C.ntr.l  MM 


BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


MeMklr  Sallinc.  ta  PH.rfa.l  Pavt* 

West  Coast,  South  America— Direct  Service 

Monthly  Frwight  and  PasMngw  Sailings 

Leeward  and  Windward  Islands,  Venecuela,  Curacao 

and  Colombian  Ports 


Three  wt 
Haitian.  Dominican 


ek  freight  sailing* 
and  Cuban  Sout 


South  34d*>  Port* 


§04. it  i  

New  Yark  Otto,  Hlissnisi  Et.        CUcaao  Ogkott  CM  Marqurtu  Bldg. 
CaMsAddrass:  "OrlsaaaUp- 


lSe>v  Orleans   &. 
South    American  S.S.  Co 

INCORPORATED 


Pacific  Mail  Steamship  Co. 

PASSENGER  AND  FREIGHT  SERVICES 
SAN  FRANCISCO-NEW  YORK  SERVICE 

Via   Panama  Canal  and  Havana 
D*  turn*  Paaeenger  and  Eapreea-Fralg  hi  Service  between  San  Franciaco, 

Loe  Angrlr<  and  New  York 

(  •Ilinf   at    Manianlllo.    Mexico.   San  Jo«»  de  Guatemala.    Arajulla  and 

La  Ubartad.  Salvador.   Balboa  and  Crtatobal.  Canal  Zone. 

Havana.  Ballimor.  and  Norfolk 

5.5.  Vtneiuela  sails  from  New  York  February  8th 

5.5.   Colombia  tail*  from  San  Franciaco  February  18th 
and  approximately  every  l«  d«y«  thereat tar 

All  New  York  Sailing*  from  Pier  33,  Atlantic  Terminal,  Brooklyn 

PANAMA  SERVICE 

Between  San  Francleco,  Loa  Angela*.   Mexico,  Central  America  and 
Canal  Zone.      Sailing!  approximately  every  twenty-two  days 

Central  Officet:  508   California  Street,  San  Franciico 

10  HanovM>  Squar*.  N.  Y.  Continental  Buildin«.  Baltimore 

440  Merchanta  National   Bank   Building,  Loa  Anfalel 


'The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

San  Francieeo  lo  Honolulu.  Yok<  hama.  Kobe,  Shanghai, 
Manila,  Hongkong 

Patatiwer  and  Freight  Sailing's  by  New  and  Luxuricu*  U.  S* 
Shipping  Board  Linen: 

5.  5.  Empire  State  taib  February  7th 
5.  5.  Hoot  it  r  State  sails  .  .  March  4th 
5.  5.  Golden  State  sails  .  .  March  2)th 
5.  S.  Empire  State  sails  .  .  April  19th 

and   approximately  every   24  days   thereafter. 


THrougk  Mil  oHmJlnglttu*JlomnJfrompoinli  b*y»nd  port,  ol  call 
For  ratal  aad  ottof  iofornation  apply  lo  any  railroad  or  tourut  ag^nry,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

MS  California  St.,  San  Franeiaco 

10  Hanover  Square.  N.  Y.  Continental   Building.   Baltimore 

440  Merchants  National   Bank   Building,  Loa  Angelea 

Managing  Agentat  U.  S.  Shipping  Board 
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lic'J,   and  not   Hit-  lime  of  delivery   ol   the  shipment,  determine 
whether  or  not  the  war  tax  must  be  paid. 

Undercharge  —  Time  Within   Which   Suit  for,  May  Be  Filed 

Geoigia.  —  Question:  Please  advise  limit  of  time  in  which 
an  undercharge  on  icing  services  can  be  collected,  this  covering 
shipment  moving  from  California  to  point  in  Georgia,  March  6, 
1917. 

Answer:  An  undercharge  in  transportation  charges  may  be 
collected  within  the  period  of  limitation  prescribed  by  the  state 
statutes,  but  not  later  than  three  years  after  the  incorporation 
of  the  period  of  limitation  now  provided  for  in  section  16  of  the 
interstate  commerce  act,  namely,  three  years  from  March  1, 


Weight  —  Actual    Should    Govern 

Texas.  —  Question:  Please  advise  the  established  regulation 
governing  the  following  conditions: 

Each  year  we  purchase  large  quantities  of  chloride  of  zinc 
in  carload  lots,  which  commodity  is  shipped  in  metal  drums 
writhing  around  1,000  pounds  each.  The  shipper  of  this  com- 
modity is  a  member  of  the  Weighing  Association,  and  weights 
are  shown  on  bills  of  lading,  arrived  at  under  agreement  with 
this  association,  and  not  on  basis  of  actual  scaling.  However, 
our  company  pays  all  freight  charges,  and  we  have  noted  several 
caess  where  actual  scale  weights  were  less  than  average  weight 
on  which  freight  charges  were  assessed.  We  should,  therefore, 
like  to  know  whether  we  could  expect  to  collect  a  claim  based 
on  actual  scaling,  as  compared  with  agreed  weight,  and  if  there 
are  any  decisions  governing. 

Also  please  advise  a  carrier's  liability  where  railroad  freight 
agent,  in  making  out  bills'  of  lading  for  shipper,  shows  erroneous 
routing,  thus  penalizing  said  shipper. 

Answer:  A  dispute  as  to  the  weight  of  a  past  shipment 
raises  a  question  of  fact,  for  the  determination  of  the  Commis- 
sion. If  positive  proof  of  the  incorrectness  of  the  estimated 
or  agreed  weights  as  used  in  the  bill  of  lading  can  be  placed 
before  the  Commission  the  Commission  will  order  a  refund  of 
the  overcharge,  as  the  Commission  has  said  in  several  cases 
that  the  actual  weight  of  the  shipment  constitutes  tire  true  basis 
on  which  freight  charges  should  be  assessed.  Peters  vs.  Oregon 
Short  Line,  20  I.  C.  C.  598;  Potter  Mfg.  Co.  vs.  C.  &  G.  T.  Ry., 
5  I.  C.  C.  14. 

Bill   of   Lading  —  Nature   of 

Canada.  —  Question:  In  a  decision  recently  rendered  by  the 
Interstate  Commerce  Commission  in  Docket  No.  4844  and  re- 
ported in  64  I.  C.  C.  357,  the  Commission  has  modified  the  rules 
and  conditions  on  the  domestic  bill  of  lading.  This  decision 
was  given  out  on  October  21,  1921.  The  Commission,  however, 
did  not  issue  any  order,  but  simply  stated  that  the  failure  on 
the  part  of  any  carrier  to  publish  or  put  into  force  the  rules 
and  conditions  on  the  prescribed  bill  of  lading  contract,  would 
be  unreasonable  for  the  future  and,  as  no  date  was  given,  when 
do  these  conditions  become  effective?  Did  they  become  effective 
on  the  date  of  the  decision,  that  is,  October  21,  1921,  and  did 
they  take  full  effect  even  though  the  old  bill  of  lading  form  is 
still  in  use?  Is  my  understanding  correct  that  the  law  in  effect 
on  the  date  shipment  is  delivered  to  carrier,  is  the  law  which 
governs  the  shipment  irrespective  of  the  bill  of  lading  form  used? 

Answer:  A  bill  of  lading  is  an  instrument  issued  by  the 
carrier  to  the  shipper  and  consists  of  a  receipt  for  the  goods 
and  an  agreement  or  contract  to  carry  them  from  the  place  of 
shipment  to  the  place  of  destination. 

While  the  Cummins  amendment  requires  that  a  carrier  issue 
a  receipt  or  bill  of  lading,  it  is  not  essential  that  a  bill  of  lading 
be  issued,  for  in  the  absence  of  such  an  instrument  the  rights 
of  the  shipper  and  the  duty  of  the  carrier  are  fixed  by  the  ap- 
plicatory  rules  of  law. 

A  bill  of  lading,  therefore,  while  in  a  sense  a  contract, 
merely  reflects  the  existing  law  governing  the  rights  and  lia- 
bilities of  the  respective  parties  thereto.  There  are  no  changes 
in  the  form  prescribed  by  the  Interstate  Commerce  Commission 
in  Docket  4844,  64  I.  C.  C  357,  and  the  supplemental  report 
therein,  which  -materially  affect  the  rights  of  the  shipper  or 
carrier,  the  changes  made  being  merely  those  which  are  in- 
tended to  bring  the  written  provisions  of  the  bill  of  lading  into 
conformity  with  the  existing  law. 

The  law  in  effect  at  the  time  the  contract  is  entered  into, 

namely,  when  the  shipment  is  delivered  to  the  carrier  for  trans- 

portation.   governs    the    rights    of   the   parties    to    the    contract. 

Claim   or   Notice  of  Claim   Must  Be  Filed   Unless  Act  of  Carrier 

Makes   Filing    Impossible 

New  York.  —  Question:  Please  advise  whether  or  not  the 
six  months'  limitation  clause  applies  on  an  import  shipment 
where  claim  is  filed  against  the  steamship  company  for  short- 
age, and  it  is  later  developed  by  the  steamship  company  that 
the  goods  claimed  short  were  actually  delivered  to  and  signed 
for  by  the  railroad  company,  this  information  being  furnished 
to  shipper  too  late  to  enable  him  to  file  claim  against  the  rail- 
road company  within  the  six  months'  limitation  period. 

On  import  shipments,  particularly  in  the  New  York  Harbor, 
instructions  are  given  to  the  lighterage  departments  of  the 
railroad  to  pick  up  by  lighter,  we  will  say,  about  100  bales.  It 


frequently  happens  that  these  100  bales  are  delivered  in  two  or 
three  lots,  and  bills  of  lading  issued  by  the  railroad  company 
to  cover  each  lot. 

In  our  experience,  it  ha.s  happened  several  times  during  the 
latter  part  of  1920  and  the  early  part  of  1921,  when  shipping 
conditions  were  abnormal" in  New  York  Harbor,  that  a  tew  odd 
bales  were  picked  up  by  the  railroad  company  and  no  bill  of 
lading  issued  to  cover.  Subsequently,  by  filing  claim  against 
the  steamship  company,  it  would  be  disclosed  that  the  missing 
bales  had  been  delivered  to  the  railroad  company  and,  upon 
our  furnishing  them  with  proof  to  that  effect,  they  would  issue 
us  a  bill  of  lading. 

Under  such  conditions,  it  appears  to  us  that  the  six  months' 
limitation  clause  should  not  apply  from  the  date  on  which  the 
goods  were  actually  delivered  to  the  railroad  company,  but 
should  apply  from  the  time  the  shipper  was  notified  by  the 
steamship  company  that  the  missing  packages  had  been  delivered 
to  the  railroad  company,  or  when  he  received  a  bill  of  lading 
from  the  railroad  company  to  cover  such  delivery. 

Answer:  '  The  purpose  of  the  requirement  that  a  claim  be 
filed  is  to  enable  the  carrier,  while  the  occurrence  is  recent,  in 
inform  itself  of  the  actual  facts  occasioning  the  loss  or  injury, 
that  it  may  protect  itself  against  claims  which  might  be  made 
on  it  after  such  lapse  of  time  as  to  make  it  difficult,  if  not  im- 
possible, to  ascertain  the  truth. 

Unless  it  is  impossible  for  you,  by  checking  the  ocean  bills 
of  lading  against  the  bills  of  lading  issued  by  the  rail  lines,  to 
ascertain  within  the  time  provided  for  in  the  bill  of  lading  for 
filing  claims  against  the  carrier,  we  are  of  the  opinion  that  a 
suit  against  the  carrier  would  be  barred  by  your  failure  to  file 
a  claim  or  notice  thereof  within  the  stipulated  time,  as  the  filing 
of  a  claim  or  notice  thereof,  except  when  rendered  impossible 
by  an  act  of  the  carrier,  is  a  condition  precedent  to  the  bringing 
of  a  suit  for  damages.  The  filing  of  a  claim  against  the  steam- 
ship company  does  not  constitute  notice  to  the  rail  carrier,  as 
there  is  no  privity  of  contract  between  the  two. 

Baggage — Liability  of  Carrier  for  Protection  of,  After  Arrival1 

at  Station 

Iowa — Question:  Please  give  us  your  opinion  as  to  carrier's 
liability  covering  the  following:  Salesman's  sample  trunks  ac- 
cepted and  checked  by  carrier  from  A  to  station  B,  where  no 
night  man  is  on  duty.  Conductor  of  train  notifies  salesman 
that  the  checks  covering  the  baggage  must  be  surrendered  to 
the  train  baggageman,  who  upon  arrival  at  station  unloads  same 
on  to  station  platform,  giving  them  no  further  protection  and 
not  affording  salesman  reasonable  time  to  take  delivery.  Sales- 
man looks  for  drayman  to  haul  his  trunks  to  hotel;  in  the 
interim  several  of  the  trunks  are  stolen  from  the  platform. 
Can  carrier  be  held  liable  for  value  of  same? 

Answer:  After  baggage  has  arrived  at  its  destination,  it 
is  the  passenger's  duty,  in  the  absence  of  some  special  circum- 
stances excusing  him  from  doing  so,  to  call  for  and  take  away 
within  a  reasonable  time. 

The  troublesome  question  in  this  connection  is  as  to  what 
constitutes  a  reasonable  time  within  which  the  passenger  must 
call  for  his  baggage,  and  this  must  be  determined  from  all  the 
circumstances  of  the  case,  such  as  the  character  of  the  station, 
the  facilities  there  for  receiving  baggage,  and  the  opportunities 
afforded  by  the  carriers  for  delivering  baggage  when  called  for. 

While  we  do  not  locate  a  case  directly  in  point,  we  are  of 
the  opinion  that  the  carrier's  duty,  in  the  instant  case,  extended 
to  the  protection  of  the  baggage  for  such  a  time  as  to  allow 
the  passenger  a  reasonable  time  in  which  to  procure  a  drayman 
to  remove  the  baggage  from  the  carrier's  premises. 

Delay  Caused  by  Strike — Liability  of  Carrier 

New  Jersey. — Question:  A  shipment  was  tendered  to  carrier 
A  at  Jacksonville,  Fla.,  consisting  of  turpentine  in  tightly  coop- 
ered barrels,  upon  which  fact  we  have  an  expert  cooper's  sig- 
nature. We  ship  from  this  point  by  rail  or  water  and  it  was 
accepted  by  the  railroad  at  that  point  on  April  1,  1920,  the  same 
date  the  strike  was  declared  by  the  railroad  trainmen. 

The  fact  that  the  agent  of  the  road  accepted  the  shipment 
for  delivery  and  did  not  make  notation  on  the  bill  of  lading, 
"subject  to  delay,"  thereby  assuring  the  consignee  of  regular 
delivery,  prevented  the  consignee  from  sending  the  shipment 
by  boat,  as  the  rate  in  both  cases  is  to  all  purposes  the  same. 
We  ship  from  this  point  by  both  methods 

In  this  case,  upon  receipt  of  goods  on  June  16,  1920,  we 
engaged  a  certified  weigher,  as  the  car  was  received  in  a  very 
bad  condition,  and  the  loss  amounts  to  $1,157.38.  Notation  was 
made  by  the  delivery  clerk  of  the  delivering  road  that  the  car 
•was  in  bad  condition. 

Our  contention  is  that,  as  it  took  an  unreasonable  length 
of  time  to  deliver  this  material  and  it  undoubtedly  laid  at  some 
point  in  the  South,  close  to  accepting  point,  for  sixty  days,  it 
is  up  to  the  accepting  road  to  make  good  this  loss.  In  view 
of  the  fact  that  they  accepted  the  shipment  after  the  strike 
was  declared  without  making  notation  on  perishable  goods  of 
this  character. 

Answer:     While  it  is  questionable  whether,  in  the  event  a 


January  28.  1922 


THE     TRAFFIC     WORLD 


231 


What  Users  Think  of 

FREIGHT  TRAFFIC  RED  BOOK 

'The  Encyclopedia  of  the  Traffic  Department" 

The  following  quotations  are  taken  from  a  few  of  the  many  unsolicited  letters  which 
we  have  received  from  subscribers  to  &/>e  FREIGHT  TRAFFIC  RED  BOOK 


FROM   TIIK  IM»1  STRIES 

"We  have  found  your  1921  Edition  to  be  a  very  compre- 
hensive publication  of  traffic  information.  If  the  wni.r 
waft  called  upon  to  describe  the  merits  of  your  book,  I 
would  be  inclined  to  call  it  'the  right  arm  of  a  traffic  man.' 
Plea**-  send  us  the  1922  Edition  when  ready."  K.  H.  Mc- 
Mahon.  Manager.  Transportation  Department,  The  H-O 
Cereal  Company.  Inc.,  Buffalo.  N.  Y. 

"A  peroMal  of  this  book  leads  me  to  the  conclusion  that 
it  is  a  most  valuable  issue  for  any  traffic  or  transportation 
department  and  yon  are  to  be  complimented  on  the  con- 
tents and  their  arrangement."— R.  Hutcherson,  Traffic  Man- 
ager, Associated  Oil  Company,  San  Francisco.  Cal. 

-I   am   clad  to  aay  that  I  already  have  a  copy  of   I  hi-. 

work  and  am  no  very  well  pleased  with  it  that  I  have  been 

recommending    it    generally    to    my    acquaintance*   in    the 

traffic    field."     (I.    J.    /.immirman.    Traffic    Manager,    The 

<  ioodrich  Company,  Akron,  Ohio. 

"The  information  contained  is  condensed  and  compre- 
hensive and  easily  understood.  We.  therefore,  would  rec- 
ommend thin  book  to  any  firm  looking  Tor  information  re- 
garding I.  '  Terence  Ruling*  and  the  general  move- 
ment of  freight."  North  Star  Oil  and  Refining  Company. 
T.  J.  Smith.  Winnipeg.  Man.,  Canada. 


I  i;n\|    IMU  STIM  U      \SS(M  I  \lln\- 

"I  received  the  1922  Kdition  of  the  Freight  Traffic  !{<•<! 
Hook  and  I  am  very  much  pleased  with  it.  This  volume 
include*  a  world  of  valuable  information  and  in  of  the 
•tmo*t  importance  to  everyone  interested  in  traffic  prob- 
lem*." W.  M.  Chandler.  Manager,  Traffic  Bureau,  Boston 
Chamber  of  Commerce,  Boston,  Mass. 

"I  have  found  your  publication  of  value  an  a  reference 
Ixxik  in  the  handling  of  traffic  matters  that  come  before 
t hi-  liurean.  and  I  have  also  noted  with  interest  your 
progress  in  making  the  book  an  up-to-date  publication  and 
your  intention  to  further  «upplrm<  nt  that  information  by 
the  issuance  of  supplements  from  time  to  time." — J.  C. 
Lincoln.  Manager,  Traffic  Bureau,  Merchants'  Aas'n  of  New 

.rk  City. 

are  very  well  satisfied  with  your  publication,  and 
feel  it  in  all  yon  claim,  and  that  it  will  he  very  valuable." 

The  Toledo  Chamber  of  Commerce.  I  .  D.  Macomber. 
Commissioner,  Toledo,  Ohio. 

"It    is    with    pleasure    I    acknowledge    receipt    of    your 
Freight  Traffic  Red  Hook,  finding  it  to  be  entirely  satisfac- 
\V.  H.   Fletcher.  Manatee  County  Growers'  Asso- 
ciation, Bradentown,  Fla. 

I  K"\|    K\|-|!l->>   (  oMi'AMES 

I  he  varioM  office*  la  thin  country  and  abroad  to  whora 

nt  copies  of  The   Freight   Traffic  Red   Hook  ha»r  ,\ 

pressed  themselves  in  most  complimentary  terms  as  In  the 

value  and  interest  of  the  book.    Our  Kuropean  Traffic  Man- 

'Ir    S.    II.  Tugwell,  2.'i  Haym;irket.   I  ondon.   goes  on 

to  say:     'A  copy  should  be  in  the  Royal  Automobile  Club. 

»hich  i«  really  the  largest  and  probably  the  most  popular 

r Nib  in  lx.ndon—  and  it  has  a  Traffic  Club.'  "—James  Thane, 

General  Manager,  American  Express  Company,  New  York. 


FROM    IHK  It  Ml  Uo\|>S  AND  STEAMSHIP  LINES 

"I  just  received  copy  of  The  Freight  Traffic  Red  Book, 
which  I  have  examined  and  find  to  be  quite  a  bit  better 
and  to  contain  more  valuable  information  than  I  expected. 
I  am  quite  well  pleased  with  thi-  work,  as  I  linil  in  it  soinr 
very  valuable  information,  written  in  a  very  clear,  concise, 
and  understandable  manner,  and  certain  information  that 
I  wan  unable  to  get  in  any  other  way  or  find  in  any  other 
publication."  T.  A.  Haynes,  President,  New  Jersey,  In- 
diana &  Illinois  Railroad  Co.,  South  Ren<l,  Ind. 

favorably  impressed  with  this  book,  and 
feel  sure  that  it  will  supply  a  long-felt  want  in  this  de- 
partment. Your  bill  in  the  amount  of  $6.00  is  this  day 
being  paused  through  our  Accounting  Department." — El 
Paso  &  Southwestern  System,  W.  C.  Barnes,  Freight 
Traffic  Manager,  El  Paso,  Texas. 

"Receipt  in  acknowledged  of  copy  of  your  l-'rright  Traffic 
Red  Book  for  1"-'J.  and  I  know  that  I  'shall  find  it  of  con- 
siderable value  in  quickly  celling  the  answer  to  the  in- 
numerable questions  which  arise  from  day  to  day."- 
Official  Classification  Committee,  O.  v .  Lovenberpr,  Secre- 
tary, 14.'|  Liberty  Street.  New  York  City. 

"Th'.  I-  the  mi.-t  complete  work  of  II-  kind  th.il  li;i-e»rr 
come  to  my  attention,  and  should  prove  a  wonderful  help 
to  ir.ilh.  men  generally,  and  practically  indispensable  to 
industrial  traffic  organizations."— J.  T.  Green,  Chief  of 
Tariff  Bureau,  Clyde  Steamship  Co.,  New  York  City. 


I  10  »M  <  (H  I  KGES  AND  SCHOOLS 

"I  am  even  more  impressed  than  before  by  this  publi- 
cation. I  am  recommending  that  my  students  purchase  it, 
and  I  have  recommended  the  purchase  of  three  copies  ol 
the  present  edition  by  the  library." — T.  W.  Van  Metre. 
Associate  Professor  of  Transportation,  Columbia  Uni- 
versity, New  York  City. 

"^our  Freight  Trallic  Red  Book  received.  After  perus- 
ing it  I  can  stati'  without  hesitation  that  it  contains  more 
information  than  any  of  the  publications  of  a  like  ehar- 
arler  now  on  the  market,  all  of  which  I  have  carefully  read 
with  the  view  of  selecting  a  hook  for  reference  in  our 
training." — W.  B.  Pearce,  Director,  Newark  School  of 
•>wark,  N.  J. 
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of  transportation  problems  but  to  the  individual  shippers 

and  traffic  managers  of  industrial  enterprises \lto- 

gether  the  publication  is  a  most  creditable  piece  of  work." 

The  Journal  of  Commerce,  New  York. 

"The  book  is  well  described  in  its  sub-title  as  a  prac- 
tical reference  book  for  either  railroad  men  or  shippers 
who  are  actively  engaged  in  traffic  work,  and,  for  shippers 
especially,  'an  everyday  guide;  a  condensed  but  compre- 
hm-ive  text  book  for  the  student  of  freight  transporta- 
tion.' "—Railway  Age,  New  York. 

"The  1922  book  is  an  improvement  on  the  excellent  edi- 
tion put  out  las)  year."-  Drug  &  Chemical  Markets,  New 
York. 
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strike  is  of  such  a  general  character  and  so  widespread  as  to 
render  it  an  absolute  impossibility  for  the  carriers  to  opeate 
their  trains,  as  a  rule,  unless  the  delay  was  caused  by  an  organ- 
ized strike  and  resistance,  which  neither  the  railroad  nor  the 
civil  authorities,  which  were  called  upon,  could  control,  the 
carrier  is  liable  for  damages  caused  by  delay  to  freight  accepted 
without  exception. 

Interest  on  Claims  for  Loss  or  Injury  to  Shipments  Moving  Dur- 
ing  Federal  Control 

California.— Question:  On  December  23,  1919,  a  shipment 
of  cotton  piece  goods  was  forwarded  from  an  inland  town  routed 
in  car  of  a  coastwise  steamship  company  from  New  York.  On 
December  31,  1919,  the  lighter  carrying  this  particular  shipment 
sunk  in  New  York  harbor.  Shipment  was  recovered  and  sold 
for  salvage  shortly  thereafter.  Claim  was  filed  April,  1920,  but 
was  not  vouchered  until  March,  1921.  We  filed  supplementary 
claim  for  interest  on  amount  of  claim,  our  contention  being 
that  settlement  of  claim  should  have  been  made  immediately, 
inasmuch  as  salvage  had  been  realized  and  there  was  no  further 
cause  for  investigation  Interest  claim  has  been  declined,  with 
the  statement  that  inasmuch  as  shipment  moved  during  a  period 
of  federal  control,  the  claim  is  against  the  United  States  gov- 
ernment, and  interest  is  not  allowable. 

We  realize  that  there  is  no  set  rule  for  collection  of  interest 
on  loss  and  damage  claims,  but  is  it  a  fact  that  no  interest 
claims  will  be  entertained  on  shipments  moving  during  govern- 
ment control,  or  Is  the  government  liable  for  interest  if  it  can 
be  proven  that  there  w£s  delay  in  handling  the  claim? 

Answer:  While  we  know  of  no  case  directly  passing  upon 
the  question  as  to  whether  interest  is  a  proper  element  of  dam- 
ages in  claims  for  loss  of  or  injurty  to  shipments  which  moved 
during  the  period  of  federal  control,  in  a  recent  case  filed  against 
the  Director-General  involving  the  conversion  of  shipment,  in- 
terest was  allowed.  See  Davis  vs.  Hunes,  85  Sou.  882. 

Claims  for  C.  O.  D.  Shipments 

New  Jersey. — Question:  We  made  a  C.  O.  D  shipment  on 
June  15,  1920,  for  one  of  our  customers  via  the  American  Rail- 
way Express  Company.  Up  to  the  present  time  we  have  never 
received  returns' for  this  shipment.  Would  like  to  know  whether 
there  is  any  ruling  that  makes  the  express  company  responsible 
for  a  C.  O.  D.  shipment,  whether  it  was  lost  in  transit  or  not.  if 
the  claim  is  not  made  for  it  within  the  legal  time,  namely,  four 
months.  If  this  shipment  was  not  received  by  the  consignee, 
would  it  be  handled  the  same  as  an  ordinary  shipment  by 
express? 

Answer:  If  a  carrier  has  never  delivered  a  C.  O.  D  ship- 
ment to  the  consignee,  and  therefore  has  not  collected  the 
amount  due  thereon,  on  delivery  to  the  consignee,  in  order  to 
recover  for  the  loss  of  the  shipment  a  claim  must  be  filed  there- 
for within  the  period  of  time  specified  in  rule  7  of  the  express 
receipt. 

Consignor   Contracting   for  Consignee 

New  York. — Question:  In  our  answer  to  "New  York,"  on 
page  1018  o  fthe  November  12,  1921,  issue,  under  the  above  cap- 
tion, we  stated  that  in  our  opinion  a  seller,  who,  unless  so  in- 
structed, releases  goods  to  less  than  their  full  value,  could  be 
held  liable  in  damages  by  the  buyer. 

In  this  connection  see  Miller  vs.  Harvey,  221  N.  Y.  54.  116 
N.  E.  781.  in  which  case  it  was  held  that  where  the  seller  shipped 
the  goods  by  express,  but  through  a  failure  to  disclose  their 
value,  the  liability  of  the  express  company  for  their  loss  was 
limited  to  fifty  dollars,  about  one-half  their  value,  that  the  de- 
livery to  the  express  company  was  not  a  delivery  to  the  buyer, 
and  therefore  the  loss  of  the  goods  in  transit,  as  between  the 
buyer  and  seller,  must  be  borne  by  the  seller. 

Notice  of  Claim 

Arkansas — Question:  Shipment  two  bales  of  rugs,  Boston 
to  Arkansas,  June  24,  1921.  Another  shipment  from  Boston,  two 
bales  of  rugs,  June  30,  1.921,  to  same  consignee,  both  invoices 
being  alike. 

Second  shipment  arrived  after  some  little  delay  and  was 
delivered  to  consignee,  who  in  turn  checked  invoice  for  first 
shipment.  After  waiting  five  months  on  shipment  of  June  30, 
which  was  the  second  shipment,  consignee  filed  claim  for  second 
shipment.  On  investigation  carrier  was  able  to  show  delivery 
on  shipment  which  consignee  filed  claim,  on  account  of  con- 
signee making  error  in  checking  his  invoice  for  first  shipment, 
while  the  shipment  actually  received  was  the  second  one  of 
June  30.  and  by  the  time  carrier  investigated  and  declined  the 
claim  the  six  months'  time  had  elapsed  for  filing  claim. 

Kindly  advise  if  consignee  has  any  reclaim  in  any  manner, 
and  how  shall  we  proceed,  as  carrier  has  declined  claim  ac- 
count six  months'  limitation. 

Answer:  The  purpose  of  the  filing  of  a  claim  or  notice 
thereof,  is  to  give  the  carrier  an  opportunity,  while  the  occur- 
rence is  recent,  to  inform  itself  of  the  actual  facts  respecting 
the  loss  of  or  injury  to  a  shipment.  As  the  claim  filed  with  the 
carrier  covered  the  wrong  shipment,  it  did  not  give  the  carrier 
an  opportunity  to  ascetain  the  facts  regarding  the  lost  shipment, 


and  we  are  therefore  of  the  opinion  that  the  carrier  may  law- 
fully decline   the   claim. 

War  Tax  on  Shipment  Delivered  Prior  to  January  1,  1922 

Ohio. — Question:  Carload  shipment  arrives  destination  De- 
cember 31,  notice  of  placement  phoned  to  consignee  10:15  a.  m. 
December  31  Free  time  begoins  January  3  and  shipment  is  un- 
loaded within  free  time,  January  4.  Is  a  shipment  subject  to 
war  tax  which  arrives  at  destination  before  January  1,  or  is 
the  consignee  allowed  to  take  advantage  of  the  free  time  and 
then  eliminate  the  war  tax  from  his  freight  bill? 

Answer:  A  shipment  which  arrives  at  destination,  is  placed 
for  unloading  and  consignee  is  advised  thereof  prior  to  January 
1,  1922,  is,  in  our  opinion,  subject  to  the  tax,  as  the  transporta- 
tion service  has  been  completed  prior  to  that  date. 
Ratification  by  Shipper  of  Carrier's  Routing  by  Signing  Bill  of 
Lading  Containing  Routing  Inserted  by  Carrier 

Arkansas. — Question:  The  shipper  delivered  a  carload  of 
lumber  at  a  local  point  on  the  Kansas  City  Southern  Railroad 
destined  to  a  local  point  on  the  Frisco.  There  were  two  junc- 
tions via  which  the  Kansas  City  Southern  could  have  moved 
this  car,  and  the  local  agent,  on  receiving  this  shipment,  re- 
'  quested  the  shipper  to  specify  the  junction  via  which  he  wanted 
this  moved.  The  shipper  stated  he  did  not  know  which  was 
the  cheapest  way  for  the  shipment  to  move  and  would  leave 
it  entirely  to  the  carrier. 

The  Kansas  City  Southern  agent  wired  his  general  office 
for  routing  of  this  car  and  the  general  office  gave  the  agent 
instructions  to  route  the  car  via  a  junction  which  caused  a 
higher  rate  to  be  assessed  tnan  would  have  been  chargeable 
via  the  short  route.  The  agent  inserted  the  routing  in  the  origi- 
nal bill  of  lading  via  the  higher  route  and  the  shipper  signed 
same,  although  the  carriers  admit  they  gave  instructions  for  the 
routing  of  this  car  via  the  higher  route  and  also  admit  that 
the  shipper  left  it  up  to  the  railroad  to  route  the  car,  and  they 
claim  he  is  liable  for  the  higher  rate  on  account  of  the  fact 
that  he  signed  the  bill  of  lading  via  the  higher  route.  The 
carriers  have  declined  to  entertain  a  claim  for  overcharge. 
Kindly  let  us  have  your  opinion  on  this. 

Answer:  We  are  of  the  opinion  that  the  shipper,  in  signing 
the  bill  of  lading  with  the  routing  inserted  therein,  ratified  the 
agent's  routing,  and  that,  while  the  carrier  is  liable  for  the 
misquotation  of  a  rate,  the  shipper  is  bound,  nevertheless,  by 
his  act  and  must  pay  the  rate  applicable  via  the  route  specified 
in  the  bill  of  lading.  The  shipper  could  have  demanded  a  bill 
of  lading  without  routing  instructions  therein,  which  demand.  if, 
refused  by  the  carrier's  agent,  would  have  been  grounds  for  a 
refund  of  the  difference  in  the  rates  applicable  via  the  two  routes. 

Storage  on    Damaged  Goods   Held   by  Consignee  for    Disposition 

by  Carrier 

Iowa. — Question:  Kindly  advise  in  regard  to  the  following 
shipment  of  washing  machines  received  by  us  from  the  railroad 
company  in  damaged  condition  and  which  could  not  be  repaired. 

We  enter  claim  against  the  railroad  company  and  make  the 
following  notation  on  claim:  "Holding  these  goods  for  your 
disposition;  can  sell,  but  unable  to  realize  what  we  think  proper 
amount."  Railroad  company,  however,  did  not  authorize  us 
to  sell  these  goods,  nor  did  they  give  us  disposition  until  about 
three  months  after  claim  was  entered.  If  claim  is  entered  based 
on  invoice  price,  are  we  not  entitled  to  storage  charges? 

Answer:  If  the  goods  were  so  damaged  as  to  be  worthless 
and  the  carrier  was  so  notified,  no  duty  devolved  upon  the  con- 
signee to  hold  the  goods  in  storage  on  his  premises  for  account 
of  the  carrier  and  therefore  we  do  not  believe  that  storage 
could  be  collected  from  the  carrier. 

Refund   of   Overcharges    Based    Upon    Estimated    Weights 

Illinois. — Question:  A  carload  of  spinach  in  bushel  baskets 
was  shipped  from  Austin,  Tex.,  to  Cincinnati,  O.  The  tariff 
applying  on  this  traffic  provides  for  an  estimated  weight  per 
bushel  basket,  so  that,  in  order  to  arrive  at  the  correct  weight 
and  charges,  it  is  necessary  to  count  the  packages  correctly. 
Car  in  question  was  not  tallied  by  the  express  company  at  either 
point  of  origin  or  destination,  but  the  consignee  carefully 
counted  the  packages,  and  made  a  sworn  statement  that  the 
load  checked  a  certain  number  of  bushels  short  of  the  number 
on  which  charges  were  collected.  We  filed  an  overcharge  claim 
based  on  the  number  of  packages  delivered,  as  per  the  con- 
signee's affidavit,  and  the  express  company  refuses  to  pay,  for 
the  reasons  stated  in  their  letter,  which  we  quote  exactly: 

"Referring  to  your  letter  of  November  18,  regarding  over- 
charge claim  above  described,"  and  returning  correspondence, 
which  was  attached. 

"As  already  advised,  we  have  rejected  this  claim  for  the 
reason  that  we  receipted  for  945  baskets — shipper's  count — at 
•  Austin,  Tex.  As  the  car  containing  the  baskets  was  sealed  at 
loading  shed  and  was  delivered  to  consignee  without  seals  be- 
ing broken,  and,  furthermore,  as  a  representative  of  this  com- 
pany was  not  present  at  the  time  consignee  counted  the  baskets, 
I  fail  to  see  how  we  can  consistently  entertain  the  claim. 

"If  we  accepted  this  claim  we  would  establish  a  precedent 
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which,  I  believe,  would  work  a  hardship  on  this  company,  as  it 
would  result  in  tliis  company  having  to  furnish  a  representative 
to  count  the  number  of  baskets  taken  from  the  car  at  destina- 
tion, although  such  car  was  delivered  to  the  consignee  with 

B  Intact.  I  regret,  therefore,  that  I  have  to  again  return  the 
claim  to  you." 

\\V  have  taken  the  position  that  in  a  case  of  this  kind, 
where  an  estimated  weight  per  package  is  provided  for  by  tariff, 
thai  ii  is  inrumbint  upon  the  carrier  to  tally  the  load  in  order 
to  arrive  at  the  correct  charges  or,  in  case  of  failure  to  tally,  it 
should  accept  I  lie  sworn  statement  of  the  party  to  whom  the 
shipment  was  delivered.  Kindly  express  your  views  as  to  the 
validity  of  our  claim. 

Answer:  In  Grain  Elevator  Allowances  at  Kansas  City,  34 
I.  C.  «'.  41:!,  the  Commission,  on  page  445,  said:  "The  act  does 
not  require  freight  charges  upon  shipments  of  grain  to  be  as- 
sessed upon  elevator  weights.  The  weight  of  grain  transported 
must  be  determined  with  reasonable  accuracy  by  the  carriers 
as  an  incident  to  their  service  of  transportation.  They  must 
provide  adequate  facilities  for  weighing." 

Where,  however,  estimated  weights  are  provided  for  in  a 
tariff  govi  rning  the  movement,  the  determination  of  the  proper 
weight  on  which  to  assess,  freight  charges  necessarily  depends 
upon  an  accurate  count  of  the  packages  comprising  the  ship- 
ment. 

If  the  carrier  receipts  for  945  packages  based  on  the  ship- 
per's count  and  the  consignee,  by  affidavit,  affirms  that  a  lesser 
number  were  received  by  him  at  destination,  either  the  count 
of  the  shipper  or  that  iK  the  consignee  is  incorrect,  or  a  short- 
age exists.  In  the  latter  event  no  refund  of  freight  charges 
would  be  made  under  the  rule  of  damages,  which  says  that 
where  the  destination  value  is  used  no  refund  of  paid  freight 
charge  need  be  made. 

If  the  carrier  has  not  counted  the  packages  nor  weighed  the 
shipment,  in  order  to  secure  refund  of  an  overcharge  in  weight 
on  goods  moving  under  shipper's  load  and  count,  proof  must  be 
made  of  the  actual  number  of  packages  transported.  •  An  affidavit 
is  not  conclusive  evidence.  The  final  settlement  between  the 
shipper  and  consignee  would,  however,  have  a  bearing  on  the 
matter. 

Reconsignirig   Instructions — Proof  of   Receipt  by  Carrier 

Wisconsin. — Question:  On  May  23  we  made  a  shipment  of 
lumber  from  Eau  Claire,  Wis.,  which  was  billed  to  Mt.  Vernon, 
la.  The  day  after  the  car  left  the  mill,  or  May  24,  we  mailed 
instructions  to  the  agent  at  Mt.  Vernon  to  reconsign  the  car  to 
our  customer  at  Cedar  Rapids.  Our  letter  and  envelope  were 
properly  addressed,  that  is,  to  Freight  Agent,  C.  &  N.  W  Ry., 
Mt.  Vernon,  la.,  but  was  mis-sent  to  Kenwood  Park,  la.,  arriving 
there  May  26.  It  was  then  forwarded  by  agent  or  post  office 
at  Kenwood  Park,  to  the  correct  address  of  agent  at  Mt.  Vernon, 
which  agent  claims  he  did  not  receive  until  June  1,  although 
envelope  is  not  stamped  showing  that  it  did  arrive  in  Mt.  Vernon 
on  June  1.  Shipment  was  received  by  Mt.  Vemon  agent  on 
May  31,  or  one  day  before  our  reconsigning  orders. 

We  have  claim  in  with  the  railroad  company  for  overcharge 
in  rate  on  this  shipment,  which  extra  freight  could  have  been 
avoided  had  the  agent  at  Mt.  Vernon  received  our  orders  before 
arrival  of  car.  and  he  would  have  received  our  orders  if  the 
letter  had  not  been  mis-sent,  on  May  '26,  or  five  days  prior  to 
arrival  of  car. 

The  claim  department  has  declined  our  claim,  saying  car- 
riers are  not  responsible  for  misdirected  mail.  We  have  never 
had  a  case  like  this  come  up  before,  and  will  appreciate  any 
information  you  can  give  us  regarding  same,  so  that  we  will  be 
able  to  handle  it  further  with  the  railroad. 

Answer.  In  N.  A.  Webster  vs.  N.  O.  &  N.  E.  R.  R.  Co.,  45 
I.  C.  C.  566,  the  Interstate  Commerce  Commission  held  that,  in 
the  absence  of  proof  that  the  defendant  carriers  received  in- 
structions to  reconsign  the  shipment,  they  could  not  be  held 
respcnsible  for  failure  to  deliver  the  shipment  prior  to  the 
receipt  of  disposition  orders.  The  principle  of  this  case  is  ap- 
plicable to  the  present  instance. 


TRAFFIC  CLUBS 


(The  following  list  of  traffic  chilis  \'ill  he  published  from  elm* 
to  time.  We  ask  that  readers  notify  us  of  nny  priors  or  of  an> 
changes  or  additions  of  which  they  have  anv  knowledge.) 

Akron  Traffic  Association.  S.  J;  V.  itt,  Pres.;  H.  L.  Sova 
cool,  Secy. 

Atlanta — Traffic  Club  of  Atlanta.  G.  E.  Boulineau,  Pres.; 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore — Traffic  Club  of  Baltimore.  W.  W.  Tingle,  Pres.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E  C.  Net t els,  Pres.: 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboai 
Agents  of  Boston.,  J.  E.  McGrath,  Pres.;  W.  M.  Macomber,  Secy.- 
Treas. 

Brooklyn — Traffic  Managers'  Club  of  Brooklyn.  P.  L.  Ger- 
hardt,  Pres.;  F.  E.  Grace,  Secy.-Treas. 


Buffalo— Industrial    Traffic    Club    of    the    Niagara    Frontier 
Henry  Adema,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation   Club.    K.  B.   Hassard,  Pres.;    R.  J 
Walsh,  Secy. 

Canton,  O.— Stark  County,  Ohio,  Traffic  Club.  A.  J.  Bums. 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  R.  B.  Robertson,  Pres.;  E.  S.  Buck 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R 
Crysler,  Secy. 

Cincinnati. — Traffic  Club  of  the  Chamber  of  Commerce 
H.  B.  Rubey,  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.  M.  R.  Maxwell,  Pres.;  F.  A.  Gideon, 
Secy. 

Columbus,  Ohio. — Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Cortland.  H.  B 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Dallas  Traffic  Club.  Paul  Jiinkin,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton,  O. — Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.; 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  T.  C.  Burwell,  Pres.; 
S.  F.  Coay,  Secy. 

Denver  Traffic  Club.  J.  F.  Vallery,  Pres.;  C.  B.  Rader,  Secy 
and  Treas. 

Denver  Commercial  Traffic  Club.  J.  P.  Gibson,  Pres.;  C.  J 
Hotchkiss,  Secy.-Treas. 

Detroit  Transportation  Club.  W.  J.  Dibble,  Pres.;  T.  R. 
Cochrane,  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  N.  L.  Rankin,  Pres.;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  J.  D.  Sterrett,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint,  Mich. — Transportation  Club  of  Chamber  of  Commerce 
F.  A.  McHale,  Pres.;  L,.  F.  Burckart,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  V.  W.  Davies,  Chairman; 
E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres.;  C.  F.  Laue. 
Secy. 

Freeport,  111.— Greater  Freeport  Traffic  Club.  W.  H.  Jennei 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin 
Ian,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas 

Houston  Traffic  Club.  A.  Kimball,  Pres.;  F.  A.  Moulton, 
Secy. 

Indianapolis. — The  Traffic  Club  of  Indianapolis.  F.  A.  Butler. 
Pres.;  G.  N.  Baker,  Secy. 

lackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummet-,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw 
yer,  Secy.-Treas. 

Jamestown,  N.  Y. — Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  J.  J.  Cul 
lington,  Secy. 

Kalamazoo  Traffic  Club.  J.  F.  Campbell,  Pres.;  C.  H.  Wins- 
low,  Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  B 
Blair,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  H.  E.  McGiveron,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Club.  J.  M.  Ford,  Pres.;  L.  G 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  T 
Vandenburg,  Secy. 

Macon,  Ga. — Industrial  Traffic  Managers'  Association.  Ben 
Oilman,  Pres.;  T.  J.  Abrams,  Secy. 

Mansfield.  0.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Cugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marion  (Ohio)  Traffic  Club.  H.  E.  Stiffier,  Pres.;  W.  R. 
Awkland,  Secy. 

Memphis  Traffic  Club.  B.  H.  Wallace,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.  F.  M.  Elkinton,  Pres.;  R.  S.  Dahl, 
Secy,  and  Treas. 

Minneapolis  Traffic  Club.  J.  E.  Neville,  Pres.;  W.  W.  Gib- 
son. Secy. 

Newark  Traffic  Club.N.  G.  Campbell,  Pres.;  A.  Rennie,  Secy. 

New  England  Traffic  Club,  Boston.  Gerritt  Fort,  Pres.; 
P.  L.  Stuart,  Secy. 
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100%  American 


Premier  Fleet 


MARINE  DESPATCH  LINE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  NORFOLK 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 

A-l  FAST  STEEL 

STEAMERS 
OFFERING 

RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


FOR  RATES  AND  PARTICULARS  AffLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 


Plaza  8476 


BALTIMORE 


406  Water  Street 


11* 


l-h.l.dclph.. 

8<Nilk    Third    *. 

Pilt.k.r.h 
1M7     llli.rr     Hmldinr 


SAN  FRANCISCO  60  California  Street 

Savannah,  i.*.  Nr»     York 

aTa»ak    Bank    »m4    Tnt.t    BM(.  41    Braadwar 

Laa  Amtvtm.  Cal.  \.rf.lk     \ .. 

4X7  Van  Nil..  RMc.  ill     1  ilnrn.     Bank     RMi. 

H.ff.l..    N.    Y..    *~m  m.    Elliott   Sa.    Blac. 


Oakland.  Cal. 
Parr  Terminal 
Portland.  Or* 

7*4    Title    A    Truit    Bide. 
8»»'llr.     Waih. 

lift    U    f.    Smith    Bide. 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  large,  sheltered  harbor. 

Modern  iteel  and   concrete   pier    ac- 
commodations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y  .  N.  H.  fc  H.  Railroad 
with  tracks  direct  from  pier.     • 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1.250,000  sq   ft. 

Direct  steamer  service  to  Lisbon,  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750.000 
bales.  Mill*  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

or 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 
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New  York  Traffic  Club.  T.  T.  Harkrader,  Pres.;  C.  A.  Swope, 
Secy. 

New  York,  N.  Y. — Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.  K.  J.  Tarof,  Pres.:  P.  W.  Moore.  Secy. 

Oklahoma  City  Traflic  Club.  Harvey  Allen,  Pres.;  S.  E. 
Golderman,  Secy. 

Omah:i-  Tniflic  Managers'  Commiltee.  Oniiiha  CliHiiiber  of 
Commerce.  C.  K.  Childe.  Chairman;  E.  A.  Stringer,  Secy. 

Oshkosh,  Wis.,  Traffic  Club.  C.  M.  Starks,  Pres.;  R.  J. 
Flodson,  Secy.-Treas. 

Pooria  Transportation  Club.  H.  D.  Page,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.  .  W.  B.  Grieves,  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia. 
E.  H.  Porter,  Pres.;  T.  Noel  Butler,  Secy. 

Pittsburgh  Traffic  Club.  George  A.  Buse,  Pres.;  E.  A. 
Hynes,  Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  M.  A. 
Greenwood,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.  W.  H.  Sainsbury, 
Pres.;  P.  P.  Kensinger,  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.;  W.  O. 
Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Chamber 
of  Commerce.  G.  E.  Allen,  Chairman;  E.  C.  Southwick,  Secy. 

Ridgeway,  Pa. — Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy. 

Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  A.  T.  Cobb,  Chairman;  F.  W.  Burton.  Secy. 

St.  Louis  Traffic  Club.  S.  S.  Butler,  Pres.;  S.  E.  Wilson. 
Secy. 

San  Antonio  (Tex.)  Traffic  Club.  R.  H.  Schultz,  Pres.;  R.  L. 
Gohmert,  Secy.-Treas. 

San  Francisco  Transportation  Club.  W.  B.Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 

San  Francisco. — Pacific  Traffic  Association.  M.  B.  Baker, 
Pres.;  W.  C.  Patterson,  Secy. 

Seattle  Transportation  Club.  Alpheus  Byers,  Pres.;  R.  A. 
Nichols,  Secy.-Treas. 

Sioux  City,  la.— Traffic  Managers'  Club  of  Sioux  City.  R.  A 
Zwemer,  Pres.;  R.  R.  Wigton,  Secy. 

Spokane  Transportation  Club.  W.  H.  Ude,  Pres.;  G.  B.  King, 
Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.  A.  J.  Burns,  Pres.;  M.  L. 
Underwood,  Secy. 

Syracuse  Traffic  Club.  W.  J.  O'Neil,  Pres.;  F.  M.  Varah. 
Secy. 

Toledo  Transportation  Club.  W.  O.  Hoist.  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.  A.  C.  Hoffman,  Pres.;  E.  C. 
Stratton,  Secy. 

Troy,  N.  Y.— The  Traffic  Club,  Inc.,  of  Troy.  George  T.  Rus 
sell,  Pres.;  G.  S.  Glass,  Secy. 

Tulsa,  Okla. — Transportation  Club  of  Tulsa.  A.  C.  Holmes, 
Pres.;  R.  C.  Hughes,  Secy. 

Utica  (N.  Y.)  Traffic  Club.  R.  E.  Fitch,  Pres.;  C.  E.  Bar- 
rigrand,  Secy,  and  Treas. 

Waco  Traffic  Club  C.  H.  Carringer,  Pres.;  Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.  C.  E.  Phelps,  Pres.;  J.  T.  M.  Du 
vail,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.  H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita  Traffic  Club.  J.  H.  Wilcox,  Pres.;  H.  G.  Watts, 
•ecy. 

Wichita  Falls  (Tex.)  Traffic  Club.  A.  A.  Spencer,  Pres.;  J. 
W.  Chatham,  Jr.,  Secy.-Treas. 

Worcester  (Mass.)  Traffic  Association.  J.  P.  Sloan,  Pres.; 
J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  J.  Wisner,  Pres.;  J.  F.  Baird, 
Secy.-Treas. 


Digest  of  New  Complaints 


No.  13213.  Sub.  No.  1.    Gulfport  Grocery  Co.,  Gulfport.  Miss.,  vs.  L.  &  N. 

Unjust,  unreasonable,  unduly  preferential  and  otherwise  unlawful 

rates  on  blackstrap  from  Mobile,  Ala.,  and  New  Orleans.  La.,  and 

other  points  to  Gulfport.     Asks  cease  and   desist  order,   just  and 

reasonable  rates  and  reparation. 

No.    13427.     J.    A.    Mclntosh,   David,   N.    M.,   vs.    Director   General,    as 
agent.  Rock  Island  et  al. 

I'njust.  unreasonable  and  prejudicial  rates  on  cottdnseed  cake 
from  Memphis.  Tenn.,  to  Mosquero,  N.  M.,  because  they  exceeded 
aggregate  of  intermediate  rates.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

Mo    13428.     Utah  Oil  Refining  Co.,  Salt  Lake  City,  vs.   Director  Gen- 
eral, as  agent. 
Unjust,  unreasonable,   unjustly  discriminatory  an,d  unduly  pref- 


erential and  prejudicial  rates  on  petroleum  crude  oil  from  Sprint,- 
Valley,  Wyo.,  to  Salt  Lake  City.     Asks  reparation. 

No.  13429.  State  of  Maryland  rt  al.  vs.  American  Railway  Express  Co. 
Ask  investigation  by  Commission  into  the  reasonableness  (if  liist- 
class  rating  on  shipments  of  nursery  stock  by  express  between 
points  in  Maryland,  alleging  that  although  said  traffic  is  intra- 
state,  the  rating  now  applied  has  been  fixed  or  was  determined 
as  result  of  orders  entered  by  Commission. 

No.    13430.      Southern    Pine   Association,    New   Orleans,    La.,   vs.    Aber- 
deen &  Rockfish  et  al. 

I'njust,  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  yellow  pine  lumber  from  all  producing  territory  in  the 
south  to  all  destinations  in  the  United  States  north  of  producing 
territory  and  east  of  the  Rocky  Mountains.  Asks  for  just,  reason- 
able and  non-discriininatory  rates. 

No.  13431.     Michigan  Paper  Mills  Traffic  Assn.,  Chicago,  111.,  vs.  Mich- 
igan Central  et  al. 

Against  the  rates  on  printing,  book,  wrapping  paper,  paper 
boards  and  paper  board  boxes.  K.  D..  from  Michigan  producing 
points  to  all  points  in  C.  F.  A.  territory.  Asks  just,  reasonable 
and  non-discriminatory  rates,  a  just  and  reasonable  and  proper 
grouping  of  complainants'  mills  as  to  points  of  origin. 

No.  13432.     Beatrice  Creamery  Co.,  Chicago.  111.,  vs.  L.  &  N. 

Unjust  and  unreasonable  rates  on  cream  between  Cincinnati, 
O.,  and  points  in  the  states  of  Alabama,  Florida,  Georgia,  Illinois. 
Indiana,  Kentucky.  Louisiana,  Mississippi,  North  Carolina.  Tennes- 
see and  Virginia,  within  a  radius  of  350  miles  of  Cincinnati,  and 
between  St.  Louis  and  points  in  states  named.  Asks  cease  and 
desist  order.  Just  and  reasonable  rates  and  reparation. 

No.    13433.     Lester   &   Toner,   Inc.,    et   al..    New   York   City,   vs.    Long 
Island  et  al. 

Unjust,  unreasonable  and  unduly  preferential  rates  on  crushed 
oyster  shells  from  Greenport,  N.  Y.,  to  various  points  in  the  states 
of  New  York  and  Pennsylvania  as  compared  with  rates  from  Balti- 
more and  Philadelphia.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  13434.     The  Beaumont  Lumber  Co.,  Beaumont,  Tex.,  vs.   Director 
General,  as  agent.  Texarkana  &  Ft.   Smith  et  al. 

Unjust,  unreasonable  rates,  also  in  violation  of  long-and-short- 
haul  provision  of  fourth  section,  on  yellow  pine  lumber  from 
Chaison.  Tex.,  to  Sibley.  La.  Asks  reparation  and  cease  and  desist 
order  prohibiting  defendants  from  demanding  additional  payments. 

No.  13435.  Toberman,  Mackey  &  Co.,  St.  Louis,  Mo.,  vs.  B.  &  O.  et  al. 
Unjust  and  unreasonable  rates  on  hay  from  interstate  points  to 
St  Louis  and  East  St.  Louis  and  reshipped  to  other  delivery  track 
locations  within  switching  limits  of  St.  Louis  because  of  imposi- 
tion of  second  reconsignment  charge.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.  13436.     Sunlight  Milling  Co.,  Mount  Vernon,  Ind..  vs.  L.  &  K 

Unjust  and  unreasonable  rates,  also  in  violation  of  long-and- 
short-haul  rule  of  fourth  section,  on  flour  and  shorts  shipped  from 
Mount  Vernon,  Ind..  to  Cullman,  Ala.,  during  period  September 
20.  1920,  to  May  27.  1921.  Asks  reparation. 

No.  13437.     Traffic  Bureau,  Chamber  of  Commerce  of  Phoenix,   Ariz., 
et  al.  vs.  Arizona  Eastern  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  grain  and  grain  products  from  points  of  origin  to 
Phoenix,  Ariz.,  because  higher  than  rates  to  Tempe.  Mesa  and 
Chandler.  Ariz.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.   13438.     The  Procter   &   Gamble   Co.,    Cincinnati,    O.,   vs.   Director 
General,  as  agent,  Atlanta  &  West  Point  et  al. 

Unlawful  rates  on  cottonseed  oil  (crude)  from  Atlanta,  Ga..  to 
Ivorydale,  O.,  and  on  refined  oil  from  the  latter  point  to  Port 
Ivory  and  New  York  City,  N.  Y.,  and  Guttenberg,  N.  J.  Asks 
for  reparation. 

No.    13439.      Standard    Shipbuilding   Corporation,    New    York    City,    vs. 
Director  General,  as  agent.  Central  of  N.  J. 

Unjust  and  unreasonable  rates  on  scrap  iron  from  Shooters 
Island,  N.  Y.,  to  points  in  New  York.  New  Jersey,  Maryland  and 
Pennsylvania  by  reason  of  no  allowance  for  lighterage  which 
complainant  paid.  Asks  reparation. 

No.    13440.      The    Chicago,    Lake    Shore    &    South    Bend    Ry.    Co.    vs. 
Indiana  Harbor  Belt  R.  R.  Co. 

Asks  the  Commission  to  require  defendant  to  permit  the  con- 
struction or  to  construct  itself  a  switch  connection  with  the  com- 
plainant's line  at  Calumet.  Ind.,  to  join  with  complainant  in  the 
maintenance  and  operation  of  same  and  to  apply  arrangements, 
regulations  and  provisions  for  the  interchange  of  traffic  at 
Calumet. 

No.  13441.     The  Southern  Cotton  Oil  Co.,  New  York  City,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  hair  waste  from  Charlotte, 
N.  C.,  to  Lynchburg,  Va.  Asks  reparation. 

No.   13442.     Le  Prestre  Miller  Stock  Farms,  Inc.,   New  York  City,  vs. 
Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  ashes  from  Paterson,  N.  J., 
to  Goshen,  N.  Y.  Asks  reparation. 

No.   13443.     R.   M.   Wiegandt.   doing  business   as   the  West  Side   Fuel 
Co..  Lansing.  Mich.,  vs.   Director  General,  as  agent. 

Unjust,  unreasonable  and  illegal  demurrage  charges  on  coal  at 
Lansing,  Mich.  Asks  for  reparation. 

No.   13444.     The  Chevrolet  Motor  Co.   of  California  vs.   Director  Gen- 
eral, as  agent,  Santa  Fe  et  al. 

Unjust  and  unreasonable  rates  on  batts.  consisting  of  a  mixture 
of  cotton  and  jute,  from  Little  Falls,  N.  Y.,  to  Oakland,  Calif. 
Asks  for  reparation. 

No.    13445.     Lackawanna   Steel   Co.    et   al.,   Buffalo   and   Lackawanna, 
N.  Y..  vs.  Pennsylvania,  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  undulv  prefer- 
ential and  prejudicial  rates  on  coal  from  the  Reynoldsville.  Pitts- 
burgh, Connellsville,  and  related  coal  fields  or  districts  and  on  coke 
from  the  same  districts  to  Buffalo  and  vicinity  and  on  iron  ore 
from  Lake  Erie  ports  to  interior  points.  Asks  for  Just,  reasonable, 
nonpreferential  and  nonprejudicial  rates. 

No.  13446.    R.  G.  Gillespie.  Pittsburgh.  Pa.,  vs.  Rock  Island,  et  al. 

Unjust  unreasonable  and  unjustly  discriminatory  rates  on 
wrought  iron  r>ipe  and  oil  well  supplies  between  Commanche.  Okla., 
and  Gridley,  Kans.  Asks  for  just  and  reasonable  rates  and  repara- 
tion. 

No.  13447.     The  Zion  Institutions  and  Industries,  Zion,  111.,  vs.  Evans- 
ville,  Suburban  &  Newburg.et  al. 

Unjust  and  unreasonable  rates  on  bituminous  coal  from  mines 
on  the  Evansville.  Suburban  &  Newburgh  and  Evansville  &  Ohio 
Valley  to  Zion.  111.  Asks  for  reparation. 

No.   13448.     The  Wilmington.  (N.   C.)   Chamber  of  Commerce  vs.   Clyde 
S.  S.  Co.,  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  traffic 
moving  between  New  York  and  interior  Carolina  points  via  Wil- 
mington because  of  basis  in  effect  via  Norfolk,  Va..  and  Charles- 
ton,, S,  C.  Ask  for  rates  on  Norfolk  an<J  Charleston  hagts., 
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The 

Texas  Mexican 

Railway  Company 


Traffic  RepresenUures: 
C.  M.  Fish. 
Traffic  Manager, 

Laredo,  Texas 
W.  C.  Beaman, 
A««t.  Traffic  Manager 

Laredo.  T«ua 

J.  P.  Craven, 
General  Agent, 

Laredo,  Texas 

C.  W.  Fish. 


Foreign  Freight  Agent, 
ical  Building, 
St.  Louis,  Mo. 


918  Chemical 


Mr.  Shipper: 
Do  you  feel  secure  in 
so  far  as  your  trade  with 
Mexico  is  concerned? 
Do  you  realize  that  you  have  com- 
petitors who  are  exerting  every  possi- 
ble effort  to  control  the  trade? 
Have  you  looked  at  the  proposition  from  the 
buyers  standpoint? 

Let  us  put  aside  formalities  and  get  down  to 
plain  facts.  Have  you  made  any  effort  to  become 
acquainted  with  the  customs  of  the  people  with  whom 
it  is  your  desire  to  establish  trade  relations,  and  find 
a  ready  market  for  your  products? 

Have  you  complied  with  their  suggestions  as  to  how  to  pack  and  ship  goods  they  have  purchased  from  you? 
Do  you  realize  they  are  familiar  with  the  Customs  regulations  of  their  own  Country,  and  are  in  a  better 
position  to  say  how  goods  should  be  packed  to  save  the  payment  of  extra  duties? 

Do  you  know  the  European  Countiie*  have  representative!  jn  Mexico  who  are  selling  articles  that  come  in  direct  compe- 
tition with  the  articles  you  are  endeavoring  to  find  a  market  for? 

Do  you  know  the  European  shipper*  will  re*pect  the  slightest  request  from  the  consignee  regarding  the  packing  and  ship- 
ping of  their  jocds? 

Is   it   not   reasonable   to   suppose,  therefore,  that   the   buyers  in  Mexico   would   prefer  to  trade  with  the  shipper  who  will 
respect  hi*  wishes? 

Think  it  over  from  the  buyer*  standpoint,  and  should  you  not  agree  with  the  above  statements,  tell  u*  where  we  are  wrong. 

C.  M.  FISH,  Traffic  Manager. 


The  Leading  Port  on  Puget  Sound 

The  efficiency  of  an  ocean  terminal  is  best  proven  by 
the  satisfaction  of  the  steamship  operators  and  shippers 
who  use  its  facilities.  In  less  than  a  year  since  PIER 
ONE  began  operations  TACOMA  has  become  the  leading 
Port  on  Puget  Sound  according  to  government  statistics, 
and  the  future  is  the  brightest  in  her  history. 

Under  all  conditions  we  give  Service. 

PORT  OF  TACOMA 

612  Tacoma  Bldg. 
Tacoma,  Washington 
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Docket  of  the  Commission 


Note.     Items  in  the  Docket  marked  with  an  asterisk  (*)  ire  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
latlons  and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will   be  noted  elsewhere. 
January  28 — Omaha.  Neb.— Examiner  Witters: 

13114— E.  W.  Arthur  vs.  Director  General. 
January  28 — Chicago,  111. —Examiner  Keeler: 

13079— H.  J.  Keith  Co.  and  John  Layton  Co.,  Inc.,  vs.  Director  Gen- 
eral. 

January  28 — Argument  at  Washington,  D.  C. : 

12473— Keokuk  Electric  Co.  vs.  Director  General.  Ark.  Cent,  et  al. 
12663— Midland    Linseed    Products    Co.    vs.    Director    General,    West 

Shore,  et  al. 
12805— Schuhle  Pure  Grape  Juice  Co..  Inc.,  et  al.  vs.  Director  General, 

N.  Y.  N.  H.  &  H.  et  al. 

12894 — Schuhle  Pure  Grape  Juice  Co.,  Inc..  et  al.  vs.  Director  Gen- 
eral, N.  Y.  N.  H.  &  H.  et  al. 
January  30 — Shreveport,  La. — Examiner  Oliver: 

I.  and  S.  1472— Petroleum  and  its  products  from  Shreveport  and  re- 
lated points  to  lower  Mississippi  River  points. 
•  I.   and   S.   1471 — Petroleum   and  products   from   Shreveport,   La.,   and 

group  points  to  New  Orleans.  La.,  and  sub-ports  for  export. 
January  30 — Salt  Lake  City,  Utah — Examiner  Gault: 

Finance   Docket  1632 — In  the  matter  of  application  of  Utah  Ry.  for 
certificate  of  public  convenience  and  necessity,   empowering  it  to 
acquire  and  operate  the  railway  line  of  Utah  Terminal  Ry.  Co. 
January  30 — Omaha,   Neb. — Examiner  Witters: 

I.  and  S.  1463 — Actual  mileage  to  determine  rates  on  milk  and  cream 

by  express  between  points  west  of  Mississippi  River. 
January  30 — Argument  at  Washington,  D.  C.: 
12422 — Lookout  Oil  &  Refining  Co.  vs.  A.  &  V.  et  al. 
12575 — Selz,  Schwab  &  Co.  vs.  C.  &  N.  W.  and  Director  General. 
January  30 — Milwaukee,  Wis. — Examiner  Carter: 

13173— Milwaukee  Assn.  of  Commerce  vs.  C.  M.  &  St.  P. 

13203 — The  Steel  and  Tube  Co.  of  America  vs.  Director  General,  C. 

&  N.  W.  et  al. 
January  31 — Washington,  D.  C. — Examiner  Davis: 

Finance  docket  1537— Application  of  K.  O.  &  G.  Ry.  Co.  and  M.  O.  & 

G.  Ry.  Co.  for  certificate  of  public  convenience  and  necessity. 
January  31 — Argument  at  Washington,   D.   C.: 
12312 — Armour  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12314 — Swift  &  Co.  vs.  Director  General. 
12316 — Swift  &  Co.  vs.  Director  General. 
12335 — Swift  &  Co.  vs.  Ga.  Nor.  Ry.   et  al. 
12336 — Armour  &  Co.  vs.  Director  General. 

12598— Wilson  &  Co.,  Inc.,  of  Ofcla.,  vs.  Director  General,  N.  C.  & 
St.  L.  et  al. 

February  1 — Sioux  City,  la. — Examiner  Witters: 

I.  and  S.  1473 — Cancellation  third  class  rating  on  fruits  and  vege- 
tables between  Minnesota,  the  Dakotas,  Iowa  and  Nebraska. 

February  1 — Argument  at  Washington,  D.  C. : 

11818 — American  Wholesale  Lumber  Assn.  vs.  Director  General, 
Aberdeen  &  Rockflsh  et  al. 

11818  (Sub.  No.  1) — Van  Cleave  Saw  Mill  Co.  vs.  Director  General. 

11818  (Sub.  No.  2)— Geo.  W.  Miles  Timber  and  Lumber  Co.  vs.  Di- 
rector General. 

11818  (Sub.  No.  3) — Berthold  &  Jennings  Lumber  Co.  vs.  Director 
General. 

11818  (Sub.  No.  4) — Robert  Kamm,  doing  business  as  Robt.  Kamm 
Lumber  Co.  vs.  Director  General. 

11818  (Sub.  No.  5) — The  Nicola,  Stone  &  Myers  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  6) — The  Myers-Parsons  Lumber  Co.  vs.  Director 
General. 

11818  (Sub.  No.  7) — The  Union  Wholesale  Lumber  Co.  vs.  Director 
General. 

11818  (Sub.  No.  8) — Burnaby  Bros.  Lumber  Co.  vs.  Director  General. 

11818  (Sub.  No.  9) — Chicago  Lumber  and  Coal  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  10) — South  Arkansas  Lumber  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  11) — W.  T.  Ferguson  Lumber  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  12) — Gloor-Ortmann  Lumber  Co.  vs.  Director  Gen- 
eral. 

11818  (Sub.  No.  13) — The  Western  Lumber  Co.  vs.  Director  General. 

I.  and  S.  1421 — Penalty  charge  on  lumber  held  for  reconsignment. 

February  1 — San  Francisco.  Calif. — Examiner  Gaddess: 
13259 — Miller  &  Lux.  Inc..  vs.  Director  General,  Sou.  Pac.  et  al. 
13224 — San  Francisco-Sacramento  R.  R.  Co.  vs.  Sacramento  Northern 
R.  R. 

February  2 — Little  Rock.  Ark. — Examiner  Oliver: 
13215— Arkansas  Jobbers'  and  Manufacturers'  Assn.  vs.  C.  R   I.  &  P. 
et  al. 

February   2 — Washington,    D.    C. — Examiner   Davis: 
Finance    Docket    2159— Application    of   C.    R.    I.    &    P.    Ry.    Co.    for 
approval   of   ownership   and   holding   of   certain    shares   of   capital 
.    stock  of  C.  &  A.  R.  R.  Co. 

February  2 — Denver.  Colo.— Examiner  Gault: 

Finance  Docket  1549 — In  the  matter  of  application  of  Silverton  Ry. 
Co-,  for  a  certificate  of  public  convenience  and  necessity  authoriz- 
ing abandonment  of  its  line  of  railway  and  operation  thereof. 
February  2 — Grand  Rapids.  Mich. — Examiner  Carter: 
13226 — Andrews  Bros,  et  al.  vs.  A.  C.  &  Y.  et  al. 

I.  &  S.  1384 — Potatoes  from  Minnesota.  Wisconsin  and  Upper  Mich- 
igan to  Central  and  Trunk  Line  territories. 

February  3 — Des  Moines.  la. — Examiner  Witters: 

I.  and  S.  1474 — Asphalt  and  other  petroleum  products  to  Iowa  points 
from  Missouri,  Kansas.  Oklahoma  and  Arkansas. 

February  3 — Argument  at  Washington,  D.  C.: 
I.  and  S.  1393 — Cotton  and  cotton  linters  to  Pacific  coast  ports  for 

export. 

13073 — Galveston  Commercial  Assn.  vs.  Abilene  &  Southern  et  al  . 
*  Finance   Docket   1589 — In   re  application  of  Nor.   Pac,   Ry.   Co.   for  a 
certificate  of  public  convenience  and  necessity. 


*  Finance  Docket  1466 — In  re  application  of  Pa.  R.  R.  for  authority  to 
acquire  control  of  P.  C.  C.  &  St.  L.  R.  R. 

February  3 — Denver,  Colo. — Examiner  Gault: 

Finance  Docket  1572— In  the  matter  of  application  of  Colorado  & 
Southern  Ry.  Co.  for  certificate  of  public  convenience  and  neces- 
sity authorizing  abandonment  of  its  Buena  Vlsta-Romley  line  of 
railroad. 

February  3 — Chicago,  111. — Examiner  Keeler: 

12680— American  Fruit  and  Vegetable  Shippers'  Assn.  et  al.  vs. 
American  Ry.  Express  et  al. 

February  4 — Ogden,  Utah — Examiner  Gaddess: 
13253 — Premier  Coal  Co.  et  al.  vs.  Director  General  and  U.  P. 

February  6 — Toledo,  O. — Examiner  Carter: 
13375 — Toledo  Produce  Exchange  vs.  Ann  Arbor  et  al. 

February  6 — Salt  Lake  City,  Utah — Examiner  Gaddess: 

I.  and  S.  1445 — Coal  from  Wyoming  mines  to  destinations  in  Utah, 
south  of  Ogden. 

February  6 — Chicago.   111. — Examiner  Keeler: 
13107— The  National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 

February  7 — Salt  Lake  City.  Utah — Examiner  Gaddess: 
I.   and   S.   1475 — Intermediate  application   of  trans-continental  west- 
bound    rates    on    traffic    to    California    terminal    and    Intermediate 

points. 

February  8 — Chicago,  111. — Examiner  Keeler: 
I.  and  S.  1456 — Elimination  of  Green  Fruit  Auction  Co.  from  list  of 

C.  M.  &  St.  P.  industries. 

I.  and  S.  1456  (first  supplemental  order) — Elimination  of  Green  Fruit 
Auction  Co.  from  list  of  C.  M.  &  St.  P.  industries. 

February  8 — Argument  at  Washington,   D.  C.: 

11375 — Meyersdale  Smokeless  Coal  Co.  vs.  B.  &  O.  and  Director  Gen- 
eral. 

I.  and  S.  1434— Proportional  grain  rates  from  Minnesota  and  Wis- 
consin to  eastern  destinations. 
February  8 — Mobi'.e,  Ala. — Examiner  Clarke: 

Finance  Docket  1469— In  the  matter  of  application  of  Gulf  Ports 
Terminal  R.  R.  Co.  for  certificate  of  public  convenience  and  neces- 
sity. 

February  9 — Minneapolis,  Minn. — Examiner  Carter: 
13226— Andrews  Bros,  et  al.  vs.  A.  C.  &  Y.  et  al. 

i.  and  S.  1384 — Potatoes  from  Minnesota.  Wisconsin  and  upper  Mich- 
igan to  Central  and  Trunk  Line  territories. 
February  9 — Argument  at  Washington,  D.  C. : 

13078 — In  re  trackage  arrangements  between  the  Bingham  &  Gar- 
field  Ry.  Co.  and  the  Utah  Copper  Co. 

12969 — Divisions  received  by  the  Brimstone  R.  R.  and  Canal  Co. 
February  10 — Minneapolis,   Minn. — Examiner  Carter: 

I.   and  S.  1468  and  first  sup.  order — Building  and  roofing  paper  be- 
tween Western  Trunk  Line  points. 
11481 — The  Certain-teed  Products  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

(In  connection  with  I.  and  S.  1468.) 
February  10 — Argument  at  Washington.  D.  C. : 

6490 — Anson.  Gilkey  &  Kurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 

8819 — West  Coast  Lumbermen's  Assn.   et   al.    vs.    Boston   &   Albany 

et  al 
February  13 — St.  Louis,  Mo. — Examiner  Barclay: 

12066— -Construction  and  repair  of  railway  equipment  (Mo.  Pac.  R.  R.) 
February   13 — Atlanta,   Ga. — Examiner  Woodrow: 
12784 — Southeastern  Express  Co.  vs.  American  Ry.  Express  Co. 
12786 — Southern  Fisheries  Assn.  vs.  American  Ry.   Express  Co. 
February  14 — New  York,  N.  Y. — Examiner  Disque: 
Fourth  Section  Apps.  11948.  11957.  11985.  12063.  11940.  12118  and  12094. 
1476 — Class  and  commodity  rates  from  Chicago  and  other  points  to 
south  Atlantic  and  gulf  ports  for  transshipment  via  Panama  Canal. 
February  14 — Alamosa.  Colo. — Examiner  Gaddess: 
13267 — San  Luis  Valley  Federation  of  Commerce  et  al.  vs.   Director 

General.  D.  &  R.  G.  W.  et  al. 
February  15 — St.  Louis,  Mo. — Examiner  Barclay: 

12066 — Construction  and   repair  of  railway  equipment   (St.   L.   S.  W. 
Ry.). 

February  15 — Alturas,  Calif. — Railroad  Commission  of  California: 

Finance  Docket  1796 — In  the  matter  of  the  application  of  Nevada- 
California-Oregon  Ry.  for  a  certificate  that  public  convenience  and 
necessity  will  permit  abandonment  of  its  line  between  Hackstaff, 
Calif.,  and  Lakeview,  Ore. 

February  15 — Argument  at  Washington,  D.  C. : 

13071 — In  the  matter  of  Intrastate  rates  of  the  Terminal  Ry.  Assn. 
of  St.  Louis  and  other  carriers  within  the  state  of  Illinois. 

11425 — John  Kline  Brick  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 
February  16— Argument  at  Washington,  D.  C. : 

11339 — St.  Louis  Chamber  of  Commerce  et  al.  vs.  Director  General. 
Terminal  R.  R.  Assn.  of  St.  Louis  et  al. 

10937— J.  Warshafsky  &  Son  vs.  T.  R.  R.  A.  of  St.  L.  et  al. 

11019 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11043 — Missouri  Malleable  Iron  Co.  vs.  T.  R.  R.  A.  of  St.  L.  et  al. 

11043  (Sub.  No.  1)— A.  Wolff  Iron  and  Metal  Co.  et  al.  vs.  T.  R.  R. 
A.  of  St.  L.  et  al. 

11136 — Granite  City  Steel  Works  et  al.  vs.  Director  General,  T.  R.  R. 
A.  of  St.  L.  et  al. 

11284 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11285 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11288 — Missouri  Portland  Cement  Co.  vs.  Director  General  and  Manu- 
facturers' Ry. 

1129"! — "=.••-.•.,. i  Portland  Cement  Co.  vs.  Director  General. 

11295 — Mississippi  Valley  Iron  Co.  vs.  Mo.  Pac.  and  Director  General. 

11387 — General  Chemical  Co.  vs.  Director  General,  T.  R.  R.  A.  of 
St.  L.  et  al. 

11561— Swift  &-  Co.  vs.  Mo.  Pac.  et  al. 

11561   (Sub.  No.  1) — Armour  &  Co.  vs.  Director  General. 

11664 — Aluminum  Ore  Co.  vs.  Director  General. 
February  16 — Argument  at  Washington.  D.  C.: 

11687 — Morris  &  Co.  vs.  Director  General. 

11891 — Mississippi  Valley  Iron  Co.  vs.  Mo.  Pac.  et  al. 

12151 — Corn  Products  Refining  Co.  vs.  Director  General. 
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1922  Edition— Just  Out ! 

A  Guide  for  Foreign  Trade 


THE  1922  Edition  of  the 
Exporters'  Encyclopaedia 
is  just  off  the  press.     Over  80 
per  cent  of  American  exports  are  sent  abroad  by 
firms  using  this  indispensable   assistant  in  their 
foreign  departments.     The  encyclopaedia  saves  its 
cost  many  times  over  every  day  for  thousands  of  ex- 
port executives.  The  complete  Service  consists  of- 

(1)  The  EXPORTERS'  ENCYCLOPAEDIA,  which  is 

divided  into  t  \\osec  tion-.  1  'art  One  contains  condensed  com- 
pletr  authoritative  information  on  every  angle  of  exporting. 

I'.irt  T\\o  contains  specific  information  telling  how  to 
ship  to  every  country  in  the  globe;  all  routes  from  the 
United  States;  frequency  of  sailings;  necessary  forms  of 
dock  receipts,  number  of  bills  of  lading,  parcel  receipts,  etc., 
for  e.u  h  individual  line;  ports  and  trade  centers  in  each 
country  to  which  through  bills  of  lading  are  issued; 
parcel  post  regulations;  addn -M •>  and  office  hours  of 
consuls;  consular  regulations  to  be  observed;  and  consular 
charges. 

(2)  Frequent  supplements  which  keep  this  information 
constantly  up-to-date. 

(3)  Unlimited  service  from  our  Information  Bureau 
and   access   to  our   Mati-iical    I  Apartment,    which    exjxirt 
executives  have  found  of  unparalleled  value  in  answering 
special  problems  on  particular  phases  of  foreign  trade. 

Prove  the  value  of  our  service  to  your  own  satisfaction. 
Do  not  send  money  unless  you  are  sure.  Mail  this 
coupon  for  free  examination  today. 


"The  export  manager  mint  have  on  his 
desk,  MM  on  the  desks  of  his  assistants,  a 
copy  of  the  Exporters'  Encyclopaedia, 
which  is  a  complete  shipping  guide  pub- 
lished in  New  York  with  weekly  supple- 
ment- —A.  J.  Wolf..  Chief  of  Division 
of  Commercial  Law,  U.  S.  Bureau 
Foreign  and  Domestic  Commerce. 

find  the  Exporters'  Encyclopaedia  of 
constant  value,  a  real  time  saver  and  edu- 
cator."—United  Shoe  Machinery  Co. 

5om«   Subicriberi 

Among  our  Jong-term  subscriber*,  who 
have  been  with  us  from  two  to  fifteen 
years,  are  the  following: 


U.  S.  Steel  Products  Co.  uses  6 

National  City  Bank  uses  7 

Nettles  Food  Co.  use*  1 1 

American  Express  Co.  me*  1 1 

General  Electric  Co.  use*  S 

United  Fruit  Co.  uses  4 

Guaranty  Trust  Co.  use*  4 
Goodyear  Tire  &  Rubber  Co.  uses        7 


Exporters'  Encyclopaedia  Corporation,  280  Broadway,  New  York  City: 

S-nd  me  a  copy  of  the  1922  Exporters'  Encyclopaedia.  If  I  find  this  meets  my  requirements  I  will 
n-init  $15  for  complete  service  on  receipt  of  bill.  Otherwise  I  will  return  the  book  within  five  days 
and  you  will  cancel  all  obligations  on  my  part. 

N.ime  . 


Firm 

.Vldress 


EXPORTERS'  ENCYCLOPAEDIA,     280  Broadway,  New  York 


T.  W.  t 
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February  17 — Springfield.  Mo. — Examiner  Barclay: 

12086— Construction   and   repair  of   railway   equipment    (St.    L-.-S.   P. 
Ry.). 

February  17 — Argument  at  Washington,  D.  C. : 

12462 — Peninsular  Portland  Cement  Co.  vs.  Director  General  and  Cin- 
cinnati Northern  R.  R. 

11701 — Willapu  Lumlirr  Co.  et  al.  vs.  Director  General,  Nor.  Pac. 
et  al. 

12645 — Certnln-teed  Products  Corp.  vs.  C.  R.  I.  &  P.  ct  al. 

February  18 — Argument  at  Washington,  D.  C. :     • 

12244— The  Corporation  Commission  of  Oklahoma  vs.  Abilene  & 
Southern  et  al. 

12022 — New  KnRland  l>ap,  i  :m<l  Pulp  Trafllo  Assn.  vs.  Hoosac  Tun- 
nel &  Wiliniimtuii  K.  K.  «-t  al. 

February  20 — Dallas,  Tex.— Kxiumm-r  Barclay: 
12066 — Construction  and  repair  of  railway  equipment  (T.  &  P.  Ry.). 

February  20 — Argument  at  Washington,   D.   C. : 
12267 — Lancaster   Steel   Products   Corp.    vs.    Director   General,    B.    & 

O.  et  al. 

11179 — Ohio   Box   Board   Co.    vs.    Director  General   and   Erie. 
12060— National    Refining    Co.    vs.    Director    General,    L,.    E.    &    W. 

et  al. 
12366 — John    W.    Kshelman    &    Sons    et    al.    vs.    Director    General, 

M.  &   O.  et  al. 

February  20 — Denver,  Colo. — Examiner  Gaddess: 

13141 — The  Larimer  County  Cooperative  Milk  Condensory  Co.  vs. 
Director  General. 

February  21 — Argument  at  Washington.  D.  C. : 
12569— Chevrolet  Motor  Co.  of  Michigan  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 
12748— William  H.   Kidston  et  al..   tarding  as  A.   G.   Kidston   &   Co., 

vs.  D.  L,.  &  W.  et  al. 
12863— William  H.  Kidston  et  al.,  trading  as  A.  G.  Kidston  &  Co.,  vs. 

Pa.  R.  R. 

13248— Hawthorns  &  Co..  Ltd.,  vs.  D.  L.  &  W.  et  al. 
12620 — National    Assn.    of    Waste    Material    Dealers,    Inc..    vs.    Ann 

Arbor  et  al. 
*  12808— The  J.  G.  Brill  Co.  vs.  Philadelphia,  Baltimore  &  Washington 

et  al. 

February  24 — Argument  at  Washington,  D.  C. : 

12836— Albert  R.  Hostetter  Co.  vs.  Dayton,  Toledo  &  Chicago  et  al. 
12125 — American    Magnesia    Products    Co.    vs.    Muscatine,    Burling- 
ton &'  Southern  et  al. 

12077— American  Milling  Co.  vs.  Director  General,   P.  &  P.  U.  et  al. 
12349 — Kingran  &  Co.,   Inc.,   vs.   Director  General. 

February  25 — Argument  at  Washington,   D.   C. : 
12255 — Southern  Acid  and   Sulphur   Co.   vs.   Arizona   &   New   Mexico 

Ry.  et  al. 
12469 — The   Silica   Sand    Producers   Traffic   Association    (Armourdale 

division)   vs.   Mo.  Pac.   et  al. 


12495 — The  Silica  Sand  Producers  Traffic  Assn.  et  al.  vs.  Pa.  R.  R., 
Director  General  ct  al.  _.  . 

12468 — The  Silica  Sand  Producers'  Traffic  Assn.  (Anderson  Div.)  vs. 
Pa.  R.  R.,  Director  General  et  al. 

February  25— Argument  at  Washington,  D.  C.: 

12536— The  Automobile  Gasoline  Co.  vs.  Director  General,  C.  C.  C.  & 
St.  L.  et  al. 

February  27 — Argument  at  Washington,  D.  C.: 
11902 — Beaumont  Chamber  of  Commerce  et  al.  vs.  Director  General, 

Beaumont,  Sour  Lake  &  Western  et  al. 

12677— s.  M.  Bulley  &  Son  vs.  Director  General,  Q.  H.  &  S.  A.  et  al. 
February  27 — Argument  at  Washington,   D.   C.: 
12512— I'Vcrt.TB'   Supply   Co.   vs.  C.   B.   &  Q.  and  Director  General. 
12684 — Magnolia   Petroleum   Co.   vs.   Director  General,   St.   L.   S.   W. 

et  al. 

March  1 — San  Francisco.  Calif.— Examiner  Pitt: 
Fourth  section  applications  12047.  12097,  12098,  12107. 
Portions   of   fourth   section    applications   1092,    1243.    1244,    1262.    1S47 
and  others  filed  by  Sou.   Pac.  Co.,  A.  T.  &  S.  F.   Ry.  and  F.   W. 
Gomph. 

March  7 — Rochester,  N.  Y. — Examiner  Waters: 

13266— In  the  matter  of  rates  on  and  classification  of  fresh  peaches 
within  tho  state  of  New  York. 


CHICAGO 

Jos.  Stockton  Transter  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description— City  Delivery  Service  and  Carlo** 
Distributors 


MUSKOGEE,  OKLA.  I 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Requests  for  official  transcripts  of  testimony  taken  In  proceedings  of  the  Commission  throughout  tbe 
country  except  Washington)  should  be  addressed  to  THE  STATE  LAW  REPORTING  COMPANY,  Official 
Reporters  I.  C.  C.,  Woolworth  Building,  New  York,  or  placed  with  the  Official  Reporters  In  attendance 
at  the  hearings.  Authentic  copies  of  transcripts  can  be  had  from  no  other  source.  The  cost  of  tran- 
scripts Is  placed  at  the  nominal  rate  of  12  U  cents  a  page,  fixed  by  the  Comm  sslon. 

TRANSCRIPTS  OF  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1,  1920,  CAN  BE  FURNISHED. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate  and   Foreign    Commerce 


171  aPITZER  BLOB. 


traekaco  Airamements— Dtnrsmf*     TOLEDO.  OHIO 
aoBsral  Hattsn  BoUtlnt  to  Kate, 
btanUH  utd  rortlan  Oomnmw 


EARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWAED  BLDG  ,  WASHINGTON,  D.  C. 

(Tor  a  number  of  yrars  attorney  and  ex- 
aminer,  Interstate  Commerce  Commission.) 


OIOKOI  •.  BROWa      OBOBQB  L.  BOTL1 

BROWN  ft  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special  attention  U  Freight  Rate  Adjutmesif 

aad  Practice  before  the  Interstate 

Commerce  Commisiios. 

Boam  IN  Amsrioan  National  Bank  Boildinf 

Telopboae  Main  *70*  Wishin|ton.  D.C. 


LESSER  &  LESSER 

Attorneys  and  Counsellors  at 

277  Broadway,  New  York  City,  N. 

TRAFFIC  CLAIMS  and 
SHIPPERS1  FREIGHT  CLAIMS 


Law 

Y. 


H.  D.  DRISCOLL 

Commerce  Counsel  and  Attorney 

Since  1912  Commerce  Counsel  for  Various  Commercial 
Orginizilioni  and  Shippers  of  the  Southwest 

F.  J.  WRIGHT,  Rate  Specialist 
Special  attention  to  Freight  Rate  Adjustments  and 
Practice  before  the  Interstate  Commerce  Commission 

713-14-15  Continental  Bldg.      Oklahoma  City,  Okla. 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operator*1  Associa- 
tion; 1914-1919,  Attorney-Examiner.  Inter- 
State  Commerce  Commission;  1 90S- 1919. 
Commerce  Counsel  for  various  commercial 
i  and  shippers  of  Missouri  River 


MMMSa?v   BUILDING.  WASHINGTON.    D.  C 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY   AT   LAW 

1411-16   Liberty   Central   Trust    Building, 

St.  Loula,  Mo. 

Special  attention  to  mattera  before  Inter- 
state Commerce  and  State  Commlaalona 
railroad  and  rate  litigation  and 
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FHE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
OLORAOO    BUILDING 
T.i.0ho»«    Main    aMO 


CHICAGO 

411.430  S.  MARKET  STREET 
Tales) hone.  Harrison  cam 


Premier  Fleet 


100%  American 

Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  NORFOLK 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

for  Ratti  and  f articular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

Plaza  8476          BALTIMORE      406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


PUIidttphis 
III    South    Third    8t 

1'ill.hurrh 
HIT    Olir.r    Baildinr 

Sarannaa.     <'•*. 
Sarsnnah    Bank    and   Tra»t    Bide. 

Lea    Annrlr*.    Cal. 
427    Van     Nuy.     BMf. 


s>w    York 

42  Broadway 

Narfolk.     V*. 

211    Cltlata*    Bank    Bids. 

Oakland.    Cal. 

Parr  Terminal 

Portland.    Or*. 

704    Tltlt   *    Trait    Bid. 

11*1    L.   C.    Sailtk    Bldr..    Srattlf,    W..h. 

»M»    4H.   Ellicott   84.    Bide..    Buffalo.    N.    V. 
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P  E  N  N  SYLVAN  I A 
TANK  CARS 


Built-in  Strength  and 

Quality  Workmanship 

The  above  close-up  end  view  of  the  latest 
Type  A-1D  "PENNSYLVANIA"  Tank  Car 
shows  the  new  simplified  "PENNSYLVANIA" 
Uncoupling  Arrangement,  the  Brake-Mast 
Step  and  Coupler,  front  view  of  Trucks,  and 
the  end  details  of  the  Underframe  Construction 
on  all  "PENNSYLVANIA"  Tank  Cars. 

The  other  two  cuts  show  the  side  and  bot- 
tom views  of  the  "PENNSYLVANIA"  Arch 
Bar  Truck  with  a  clear  insight  into  its  detailed 
construction  features  and  its  perfect  mechan- 
ical alignment. 

The  distinctive  engineering  improvements 
found  only  on  "PENNSYLVANIA"  Tank  Cars 
embody  the  results  of  years  of  study,  and  prac- 
tical tests  in  actual  service  of  the  plans  of 
our  skilled  engineers  and  traffic  experts — men 
who  know  the  difficult  requirements  of  tank 
car  traffic  from  A  to  Z. 

"After  All,  Quality  Counts" 

The  Pennsylvania  Tank  Car  Company 

The  Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 

SHARON,  PA. 


4< 


Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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ejoi    ne 


By  rail  or  boat,  by  truck  or 
wagon,  through  rain  and  storm, 
your  goods  travel  a  long,  hard 
way  from  your  plant  to  the  retail 
store. 


Reduce  Your  Damage  Claims 


by  nailing  boxes  rifkl. 
Our  foUer  rttnuf  com- 
plete rules  for  HoiliHf 
tells  yottkene.  Iln  fret. 

f 


No  matter  how  often  good 
wood  boxes  are  loaded  and  un- 
loaded, handled  with  hooks,  piled 
under  heavy  freight,  dropped 
from  car  to  platform  and  from 
truck  to  the  ground,  they  guard 
your  goods  from  damage. 

Good  wood  boxes  can  always 
be  opened  for  inspection  or  re- 
packing by  jobber  or  wholesaler. 
It  takes  only  hammer  and  nails  to 
make  them  ready  for  duty  again. 
They  carry  your  product  safely 
to  the  journey's  end. 


Wood  Boxes 


Backed     by     tnt     National    Association    of   Box    ^danufacturtr* 

I.ISKRM    i  'I  i 

\\\  A1*    BlILDING,  CHICAGO 


New  Kmbn.1 

\Y  BLDG. 


EtHUrn: 

KT  HI.  IX, 

,,,.>rc.  M.I. 
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SOUTHE:RN    PACIFIC    LINE:S 


tin 


©  OFFLINEAGENCIES 
©  GATEWAYS 


From  Ocean  to  Ocean  Via  Sunset  Route 


At  first,  "One  Hundred  Golden  Hours  at  Sea,"  then  the  trip  on  the  SUNSET 
LIMITED  from  New  Orleans  to  San  Francisco,  over  the  most  southerly 
rail  route  'cross  country,  paralleling  the  Mexican  border  and  insuring  the 
traveler  against  the  discomforts  of  winter  travel  encountered  on  the  more 
northerly  routes. 

New  Orleans,  San  Antonio,  El  Paso  (where  stopover  is  permitted  for  a 
visit  to  Juarez,  just  across  the  border),  the  APACHE  TRAIL,  Carriso 
Gorge,  San  Diego,  Los  Angeles,  Santa  Barbara,  Del  Monte  and  San  Fran- 
cisco are  some  of  the  points  of  interest  with  which  the  route  abounds. 


£ 


"Take   the 


Pou 

to  California 

Every  mile  a  scene  worth  while 


New  York 
165  Broadway 


New  Orleans 
Pan-American  Bank  Bldg. 


Houston  Tucson 

Southern   Pacific  Bldg.  Score  Bldg. 


San  Francisco 
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means  of  keeping  us  in  the  field.  If  we  stayed  out  of 
the  field  the  League  would  probably  insist  that  the  rate 
committees  place  on  their  mailing  lists  all  shippers  who 
d I-M ml  the  dockets. 
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LABOR  BOARD'S  PRESS  OF  WORK 
Frdm  time  to  time  proponents  of  government  regu- 
lation of  railroad  wa^cs  point  to  the  good  work  done 
by  the  Labor  Hoard  and  emphasixe  tin-  alleged  fact  that 
this  work  was  done  under  great  pressure.  The  submis- 
sions to  the  board  to  date,  they  say.  number  thousands 
and  the  decisions  rendered  amount  to  more  than  twelve 
hundred.  To  one  who,  day  after  day,  scans  the  deci- 
sions of  the  Hoard,  there  must  come,  sooner  or  later,  tin- 
realization  that  this  great  "press  of  work"  constitutes 
one  of  the  proofs  of  the  futility  of  this  sort  of  regula- 
tion. A  recent  group  of  54  decisions,  selected  at  ran- 


<  >ur  information  accords  with  that  presented  to  the     dom,    for   example,    contained    nothing    more    important 

.National   Industrial  Traffic  League  by  its  president.  Mr.      than  a  request  by  the  clerks  that  fhe  "rates  of  pay  of 

(  handler,  that  some  of  the  railroad  rate  committees  have 

iy   for  the   insertion  of   their  dockets   in   the 

ly  Traffic  World  ami  the  Weekly  Traffic  Bulletin,  but 

that    formal   announcement   of   that   fact   or  action   as   a 


on  trains  operated  between  Fan  Claire  and 
I  hiluth.  be  equalized  with  that  of  messengers  tin  trains 
between  Minnea|x>lis  and  Duluth."  For  the  most  part, 
however,  the  disputes  involved  the  classification,  seni- 
;!t  of  it  is  being  withheld  until  there  can  be  a  gen-  ority.  reinstatement,  or  claimed  compensation  for  over- 
time of  individuals,  couples  i.r  small  groups.  In  27  cases 
one  employe  in  each  was  involved,  and  in  50  out  of  the  54 


eral  meeting  of  the  traffic  executive  committees  re: 

sen  tiny   all   regions   with   a   view   to  agreeing  on  a   uni- 
form practice.     This  meeting,  we  are  told,  is  to  be  held      the  claims  «i   the   employes    u  t  i  <    denied.     The  other  4 

Our  information   is   not  obtained   in   any   formal      were  either  remanded  or  referred   to  previous  decisions 

We  are.  however,  acting  on  the  theory  that  it  is      for  disposition. 

It   must  have  been  apparent   to  the   representatives 


t  and  that  within  a  week  or  two  there  will  be  a 


final   decision   one   was    or  the  other.     We  shall,  there-  of  the  employes,  before  these  claims  were  filed  with  the 

pending  that  final  decision,  make  no  change  in  our  Board,   that   most   of   them    were   of   no   value.      But   as 

present  method,  but  shall  continue  to  publish  the  dock-  long^s  there  is  a  government  agency  ordered  by  law  to 

now  being  published  under  the  temporary  pass  upon  every   dispute,   these   same   leaders   will   keep 

arrangement  that  would  otherwise  have  terminated  the  on  bringing  cases  of  no  value  or  moment  before  it.     In 

first  «.f   1-ebruary.  and  shall  not  yet  resume  publication  that   way   they  can  at  least  keep  busy   enough   to  earn 

of  the  dockets  of  those  committees  that  made  no  tern-  their   salaries.      Not   a   single   one   of   the   disputes   con- 

Tangement  with  us.  tained  in  those  analyxcd  could   not  have  been  disposed 

The  approval  of  the  paid  advertising  plan,  voted  by  of  inside  the  office  of  a  division  superintendent   in  half 

the   Traffic    League   at    its  meeting   in    Washington    last  an    hour.      Perhaps   all   of   them    were   thus   decided,  but 

week,  is  largely  gratuitous.     The  League  would  have  no  the  employes'   representatives,   to   prove   that   they   were 

i'!   for  objection  if  the  carriers  decided   to  pay  for  on  the  job,  carried  them  further  and  created  the  "press 

advertising  in  addition  to  other  methods  of  distri-  of  work"  for  the  Labor  Board. 


>n   agreed   on   with    the   League,   and    would    carry 


That  the  make-up  of  the  group  of  54  is  not  unusual 


little  weight  if  it  undertook  to  insist  that  the  carriers  is  proved  by  a  tabulation  of  several  others.  These 
for  advertising.  Its  action,  when  analyzed,  merely  totaled  117  decisions,  with  100  favoring  the  carriers  and 
means  that,  in  this  new  situation,  it  is  opposed  to  mak-  17  favoring  the  employes.  If  the  Board  were  abolished 
ing  our  publications  the  exclusive  medium  for  the  dock-  these  minor  disputes  would  again  be  taken  care  of  by 
ets  but  thinks  the  advertising  idea  a  good  one  as  a  the  carriers,  the  taxpayers  of  the  country  would  save 
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Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  &  N.  R.  R..  M.  &  O.  R.  R..  N.  C. 
&  St.  L.  Ry.,  via  Jackson.  Tenn..  Southern  Ry.  via  Middleton.  Tenn.. 
and  Laurel.  Miss.,  Frisco  Lines  via  New  Albany,  Miss.,  A.  &  V.-V.  S. 
&  P.  Rys..  via  Newton.  Miss..  Vicksburg.  Miss.,  and  Shreveport.  La.. 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  line* 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


Mile* 

4:3*  p.  m.  0  LT. 

12  30  a.  m.  83  LT. 

12:47  p.  m.  neit  day  247  Ar. 

3:2$  p.  m.  next  day  261  Ar. 

4 :20  p.  m.  next  day  298  Ar. 

4:10  a.  m.  2nd  day  410  Ar. 

5:40  a.  m.  2nd  day  448  Ar. 

2:30  a.  m.  2nd  day   356  Ar. 

5:30  p.  m.  2nd  day  629  Ar. 


Jackson,  Tenn.      Ar.     8:00  a.  m.  2nd  day 

New  Albany, Mis«.  Ar.  12:30  a.  m.  2nd  day 

Newton,    Miss.      LT.  11:85  a.  m. 

Meridian,   Miss.     LT.     7:35  a.  m. 

Laurel,    Miss.        LT.     8:45  a.  m. 

Mobile,     Ala.         LT.  10:00  p.  m. 

New  Orleans,  La.  LT.     8:40  p.  m. 

Vickshurg,   Miss.   LT.     5:00  a.  m. 

Shreveport,  La.     LT.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel.  Meridian  and  Newton  to  New  Albany,  next  day.  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss..  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  riven  to  the  handling  of  IMPORT.  EXPORT  and 
INTERCOASTAL-  traffic  through  the  ports  of  Gulfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


Here  is 


hohryoyuou  CUT  YOUR  FREIGHT  RATES 

on    merchandise   shipments 

You  who  have  been  seeking  lower  freight  rates  and  found  that  the  Carriers  could  not 
supply  them,  are  hereby  advised  that  we  can  do  so  through  our 

Consolidated   Carload  Merchandise   Service 

from  Boston,  New  York,  Philadelphia,  Cleveland,  Cincinnati  to  Chicago,  and  from  Chicago  to  any  of  those 
points  mentioned,  as  well  as  to  St.  Louis,  Kansas  City,  Denver,  Los  Angeles,  San  Francisco  and  Seattle. 
This  applies  to  all  merchandise  taking  3rd,  4th  and  5th  class  carload  rates  under  Official  Classifications 
and  5th  class  and  Class  A  carload  rate  under  Western  Classification,  and  means  reduced  freight  charges  and 
prompt  delivery  on  your  L.  C.  L.  shipments. 

To  save  money  ship  your  freight  via  this  merchandise  consolidation  service  of  ours. 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders. 
Consolidators  of  Household  Goods,  Machinery,  Automobiles  and  Pianos  for  Domestic  shipment-  and  everything  for  Export. 

General  Offices:  Chicago,  203  South  Dearborn  St. 
Eastern  Offices:  New  York,  Woolworth  Building 
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money,  and  the  lawyer-  and  labor  leaders  who  handle 
the    1:1-1-    lor    the   cmp!  uld    sit    in    their    office-, 

where  they  would  be  out  of  harm's  way. 


THE  PASSION  FOR  RESOLUTIONS 
The  thing  that  makes  many  resolutions,  adopted  by 
bodies  considering  matter-  of  public  policy,  weak,  either 
because  they  do  not  -tnke  from  the  shoulder  »r  because 
they  contain   inconsistencies  and  contradiction-,   i-   that 
thev  arc  -o  often  adopted  merely  because  those  in  the 
meeting  set  out  with  the  idea  of  adopting  >-ine  resolu- 
tions on  the  subject  under  consideration,  and  they  pro- 
d  to  do  so,  no  matter  how  much  compromise  or  weak 
lai  -ary  in  order  to  conciliate  conflicting 

views.    There  would  not  be  nearly  so  many  rc-olution- 
!ly   thrown   into  waste  baskets  without  reading, 
if  bodies  who  have  a  habit  of  thus  voicing   themselves 
wnuld  take  action  only  when  they  had  something  vital 
to  say  and  could  agree  pretty  well  on  a  forceful  way  of 
ing  it.     There  is  no  law  compelling  the  ado|ftion  of 
•lutions  by  any  body  of  men.  and  a  good  rule  In  fol- 
low  i-  to  keep  silent  when   to  speak  can  add  littl- 
benefit. 

Another  good  thing  to  be  borne  in  mind  by  t! 
pting  resolution-  declaring  opinion.-  or  laying  <\ 

.iction,  is  that  resolution-  an-  public  expre- 
nviction  and   an-   taken   a-   such   bv    tho- 
whom   they  are  addre— ed  and  by  other-   reading  them. 
There   i-   -uch  a  thing  a-  expcdieii-  d   it 

may  not  always  be  expedient  to  press,  at  a  u'^'  "  tmv. 
f-.r  the  thii  'i,'ht.      I'.ut   if  re-olu 

tion-   are   ailopted.   they    should   express    ihr    r,al    -ctiti- 
nu-nt-  of  those  voting  for  them.    The  place  for  oni-i 
ati.  \pediency  i-  with  those  charged  with  obtain 

ing   ic-ult-   in   accordance    with    the    resolution-.       Ihcv 
.    not  be  able  t  Tythmg  declared  for  and  it 

may  not  even  be  found   wi-c   to   try    t"   obtain  ev « 
thing.     The  men  charged  with  the  execution  of  the  \*>\- 

ided  on   should  be  clothed  with  authorit 
their  discretion   in   such   matters.      Hut   it   should  not  In- 
thought   nece-sary   to   make   the   resolution   or   program 
i   mraningle--  because  one  docs  not  expect  to  get 
more  than  i-  contained  in  it.     When  one  declares  him- 
r  nthctv.  tor"  legislation  mak- 

ing li^ht  wine-  and  beers  legal,  for  instance,  that  i-  hi- 

ition   for  public  consumption.     It  may  be  that  !'.• 
an  absolute   prohibitionist   and   i-   for  a   light   wine   and 
m  becau.-c  he  believes  that  i-  the  be-t.  from 
point  of  view,  that  can  be  obtained.     But  the  public 
-  a  right  to  judge  of  hi-  opinion-  from  the  platform 
which   hi*   name   is   appended.     Tlv  "ir-e 

uld  l>e  for  him  to  declare  himself  for  absolute  prohi 
hition,  but  to  I,,  ,ble  and  practical  enough     if  that 

re  the  situation  presented — to  accept,  as  a  matter  of 
expediency,  a  program  making  the  sale  of  liyht  wiiu- 
nnd  beer  le. 

These   observation-)  arc  occasioned  by   the   legi-la 

live  program  adopted  by  the  National  Industrial  Trnffic 

Leagur  at   it-   meeting  in   Washington  la-t   week.     It   i- 

.ictly    weak    and    then-    arc.    indeed,    many    got  id 

thing-  in  it;  but  it  is.  in  some  part-,  contradictor},  and 


in  other  parts  it  does  not  express  the  real  views  of  those 
in  attendance,  but  rather  represents  their  views  of  what 
it  may  be  possible  to  accomplish  at  this  time.  In  some 
parts  also,  perhaps,  it  represents  merely  a  conciliation  of 
conflicting  views  without  that  conciliation  resulting  in 
anything  much  worth  while. 

For  instance,  the  legislation  suggested  with  refer- 
ence to  the  Labor  Board  does  not  represent  the  real 
views  of  the  League  meeting.  We  believe  that  fully 
ninety  per  cent  of  those  who  were  present  believe  that 
the  Labor  Hoard  ought  to  be  abolished.  But  they  did 
not  They  were  led  to  believe  that  such  a  thing 

could  not  now  be  accomplished,  so  they  acted  in  favor 
of  a  program  that  would  result  in  retaining  the  Labor 
Board,  but  with  its  findings  to  have  no  other  result  or 
'effect  than  the  information  of  the  public.  They  are  on 
record,  therefore,  as  favoring  that  kind  of  Board,  though 
that  is  not  at  all  what  they  want.  What  they  really 
nicaii  is  that  they  do  not  believe  they  could  be  suco 
ful  in 'endeavoring  to  aholi-.li  the  Board  now  and  that 
what  they  propose  would  be  much  better  than  what  we 
now  have.  What  they  should  have  done,  if  they  were 
in  favor  of  having  no  Labor  Board,  was  to  say  so  in 
their  resolutions,  and  then  clothe  their  legislative  com- 
mittee with  authority  to  do  the  best  it  could.  As  the 

•  rd  stand-  now.  the  League  i-  "for"  a  sort  of  dena- 
tured Labor  Hoard.  The  reconl  should  show  that  the 

^u.    i-  again-t  the   Labor  Board. 

(  die  inconsistency  in  the  legislative  program 
might  be  pointed  out  and  that  is  undoubtedly  due  t.' 
patchwork  method-  of  framing  such  things  is  that  in 
the  section  concerning  jurisdiction  over  intrastate  rate- 
the  League  declare-  that  the  |M.wer  of  state  regulatory 
ho.:-  itnon  carriers  should  be  preserved,  sub- 

ject only  to  the  ri^ht  of  the  11.1111111— ion  to  remove  un- 
just discrimination  on  specific  complaints  as  to  .-pecifk 
rates;  but  in  an  amendment  to  the  -ection  referring  to 
the  six  per  cent  clause  of  the  transportation  act.  adopted 
at  the  last  minute,  it  -avs  that  adequate  provision  should 
be  made  to  preserve  in  the  I'onuni-sion  the  ]«>wer  "to 
remove  any  burden  upon  inter-tate  commerce"  that  may 
-t  or  be  created  by  rea-on  of  statutory  rates  or  fan-. 

The  same  -ort  of  inconsistency  i-  to  be  noted  in  tin- 
resolutions  adopted  by  the  agricultural  conference  in 
Washington  la-t  week.  Whether  it  was  due  to  the  same 
{ttM»ns  or  not  we  do  not  know,  but  doubtless  it  was,  to 
some  extent,  at  least.  The  resolution-  declared  against 
immunity  for  American  coa-twi-c  -hip-  from  Panama 
Canal  tolls,  on  the  theory  that  the  people  of  the  Unite:! 
had  invested  a  large  sum  in  the  Canal  and  those 
-ections  of  the  country  and  those  shippers  benefiting 
directly  from  its  use  should  bear  the  cost  of  its  opera- 
tion without  the  taxation  of  sections  of  the  country  re- 
ceiving no  benefit.  And  then  it  turned  around  and 
adopted  a  le-olution  calling  for  development  of  the  in- 
land waterways,  and  endorsing  the  government-operated 
i  River  barge  line.  If  one  is  right  the  other 
i-  wrong.  The  two  together  mean  nothing  in  principle. 
They  merely  indicate  that  the  conference  was  trying  to 
meet  the  view-  of  conflicting  interests  at  a  sacrifice  of 
'•on-i-tency  anil  force. 

The  moral  i-  ttii-:    When  considering  the  adoption 
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of  resolutions,  don't — unless  you  have  something  to  say 
that  really  should  be  said  and  that  can  be  said  intelli- 
gently and  forcefully. 

COMMISSIONER-GENERAL   PROPOSAL 

The  National  Industrial  Traffic  League  has  sent  to  its  mem- 
bers the  following  circular  with  reference  to  the  proposal  of 
the  United  States  Chamber  of  Commerce  (see  Traffic  World, 
Jan.  28,  p.  214)  to  create  a  commissioner-general  of  transporta- 
tion characterizing  the  plan  as  an  effective  scheme  to  put  the 
railroads  and  the  railroad  problem  into  politics,  and  stating  that 
shippers  should  oppose  it  vigorously: 

Your  attention  is  Invited  to  the  enclosed  copy  of  a  statement 
lulled  by  the  Committee  on  Railroads  of  the  United  States  Chamber 

°'  ^"rSfommends  the  creation  of  a  Commissioner  General  of  Trans- 
portation. Congress,  If  the  report  Is  adopted  is  to  be  urged  by  the 
I'nited  States  Chamber  of  Commerce  to  enact  the  necessary  legisla- 
tion to  carry  the  recommendation  into  effect. 

It  would  be  difficult  to  conceive  a  more  effective  scheme  to  plunge 
the  railroads  of  the  country  into  national  policies  than  the  plan 
evolved  by  the  Committee  on  Railroads.  • 

The  Commissioner  of  Transportation  is  to  be  appointed  by  the 
President.  His  compensation  is  to  be  prescribed  by  the  President.  1 
Is  "to  hod  office  subject  to  the  will  of  the  President/'  and  he  is  to 
report  to  the  President.  The  office,  therefore,  if  the  Chamber  of 
Commerce  is  successful  in  having  it  created  is  added  to  the  list  of 
political  patronage  at  the  disposal  of  the  President.  A  change  of 
commissioners  would  probably  take  place  with  each  change  In  the 


Apparently  It  is  contemplated  that  the  compensation  shall  not  be 
Pe,™aPnPently  determined  with  the  appointment  of  the  Comm.ssioner 
General  of  Transportaticwi  in  the  first  instance,  but  is  to  be  t 
mined  anew  with  the  appointment  of  each  succeeding  commissioner. 
The  recommendation  reads,  "Upon  the  occurrence  of  a  vacancy  in 
the  office,  the  President  should  appoint  and  prescribe  the  compensa- 
tion of  a  successor."  The  office  could,  therefore,  be  made  very  at- 

traCThe  d^Ues^o'Fihc  proposed  Commissioner  General  of  Transporta- 
tion appear  to  be  very  largely  those  of  an  official  meddler  i  spe- 

cific duties  are  rather  limited,  but  he  is  given  a  wide  latitude  to 
"butt  in  "  He  is  to  "render  all  possible  assistance  to  the  Interstate 
Commerce  Commission  in  facilitating  and  advancing  the  consolida- 
tion of  railroads."  It  is  difficult  to  see  in  just  what  way  he  can 
facilitate  the  consolidation  of  railroads,  without  additional  legislation, 
since  the  Transportation  Act  does  not  provide  for  compulsory  con- 
solation. He  is  to  be  "notified  of  all  hearings  before  any  board 
mimission,  bureau  or  other  governmental  agency  now  existing  or 
hereafter  created,  with  respect  to  transportation,  rat?s-  fare*ndregula- 
tions.  terminal  charges,  wages,  working  conditions,  etc,  and 
"entitled  to  be  heard  in  person  or  by  representative  at  all  such  hear- 

mSSAs  6the    Interstate    Commerce    Commission    Is    conducting    many 

hearings     through    its    numerous    examiners,    daily,    in   various    parts 

the   countrv,    the    proposed    Commissioner    of    Transportation    will 

require  a   rather  .large  staff,   if  he   is  to  be   present,   in  person  or  by 

tilities    Commissions 


States  Chamber  of  Commerce,  through  its  representative,  appeared 
before  the  Interstate  Commerce  Commission,  when  hearings  on  Docket 
13293— the  General  Rate  Inquiry— were  resumed,  January  11,  and 
requested  that  the  head  of  the  Department  of  Commerce  be  invited 
to  testify.  Its  rather  close  connection  with  the  administration  may 
therefore  reasonably  be  assumed. 

It  Is  to  be  noted  also  that  the  proposed  Commissioner  of  Trans- 
portation is  given  authority  "to  grunt  federal  charters  to  corpora- 
tions, proposing  to  engage  in  interstate  transportation,  and  upon 
application  therefor  to  convert  state  corporations  so  engaged  into 
federal  corporations." 

It  will  be  recalled  that  the  Transportation  Act.  as  originally 
proposed,  provided  for  the  federal  Incorporation  of  railroads  engaged 
in  interstate  commerce.  This  particualr  provision  of  the  proposed 
law  was  favored  by  some  of  the  railroads,  but  it  was  opposed  by 
others,  and  it  was  vigorously  opposed  by  the  State  Railway  Com- 
missions. Its  reappearance  in  the  recommendations  of  the  Committee 
on  Railroads,  of  the  United  States  Chamber  of  Commerce,  would 
indicate  that  someone  is  still  Interested  in  putting  upon  the  statutes 
a  provision,  considered  and  defeated,  when  the  Transportation  Act 
was  pending. 

We  do  not  believe  the  transportation  situation  will  be  improved 
by  the  creation  of  more  regulatory  bodies  or  agencies.  There  is  no 
public  demand  or  necessity  for  a  Commissioner  General  of  Transporta- 
tion. If  we  understand  the  temper  of  the  shippers  of  this  country,  we 
do  not  believe  they  will  take  kindly  to  any  agency  which  will  inter- 
fere in  the  slightest,  with  the  independence  of  the  Interstate  Com- 
merce Commission,  or  hamper  It  in  the  discharge  of  its  quasi-Judicial 
duties.  If  let  alone,  we  believe  the  Interstate  Commerce  Commission 
can,  and  will  meet  all  the  requirements  of  the  situation. 

This  subject  is  brought  to  your  attention  merely  as  a  matter  of 
information.  It  has  not  been  formally  considered  by  the  Executive 
Committee  of  The  National  Industrial  Traffic  League.  It  has  been 
discussed  individually  with  several  members  of  the  Executive  Com- 
mittee, but  no  official  action  has  been  taken. 

If  it  is  your  personal  opinion  that  the  recommendations  of  the 
United  States  Chamber  of  Commerce  are  fundamentally  wrong,  and 
your  firm  or  your  association  holds  a  membership  in  the  Chamber, 
we  would  suggest  that  you  record  your  disapproval  by  writing  to 
Mr.  D.  A.  Skinner,  Secretary,  United  States  Chamber  of  Commerce, 
Mills  Building,  Washington,  D.  C. 

Please  note  that  the  recommendation  of  the  Committee  on  Rail- 
roads of  the  United  States  Chamber  will  be  considered  at  a  meet- 
ing of  National  Councillors  in  Washington,  Feb.  8  and  9.  We  are 
advised  that  the  Secretaries  of  commercial  organizations  affiliated 
with  the  Chamber  have  been  invited  to  attend  the  meeting.  Com- 
mercial organization  members  of  the  League  may  wish  to  discuss  the 
subject  with  their  Secretary,  if  he  expects  to  attend  the  meeting 
of  the  National  Council. 


at  these  hearings,  unless  it  is  expected  that  the  dignity  of  his  posi- 
tion as  the  dirlct  representative  of  the  President,  will  result  in  that 
control  over  the  Interstate  Commerce  Commission,  and  other  regula- 

- 


gUa"The  elements  now  dominant  in  the  Administration  have  reached 
the  conclusion  that,  in  view  of  the  vast  range  of  its  new  powers,  the 
interstate  Commerce  Commission  cannot  continue  to  be  a  detached 
bodv  after  the  manner  of  the  Supreme  Court,  but  must  be  vita  ized 
nd  rejuvenated  by  being  brought  into  closer  contact  with  Adminis- 

e o 


n     re 

tration  purposes  and  plans.     It  must  be  responsive,  in  a  measure,  to 
pub  ic  opinion.  or  be  deprived  of  its  extraordinary  authority 
A  commission  is  required,  the  policies  of  which  can  fit  smoothly  and 
,•    into    general    administration    policy.     ...     No    administra- 


,•    no    ge  .     ... 

tion  can  succeed  unless  these  four  bodies  (the  Federal  Reserve  Board, 
Interstate    Commerce    Commission,    the    Shipping   Board   and    the 
Finnnre  CornoratioM)   reflect  its  views.     The  only  place  such  a  reflec- 
n  of  views  is  not  now  fully  assured  is  in  the  Interstate  Commerce 
Commission,  and  that  is  why.  a  sort  of  rebuilding  of  the  Commission 
been    begun      It     too,    will   be    in    line    very   shortly. 
The  news  bureau,   in   promulgating  this  purported  administration 
announcement,  commented  as  follows: 

"We  are  not  permitted  to  state  where  we  secured  the  foregoing 
annlvsis  for  very  obvious  reasons,  but  it  may  be  relied  on  as  being 
substantially  accurate,  whether  denied  or  not.  It  visualizes  what  is 
iinw  unquestionably  the  most  important  development  in  process  in 
Washington,  so  far  as  the  theory  of  government  regulation  is  con- 
cerned 'It  is  not  our  intent,'  says  the  responsible  person  to  whom  we 
have  talked,  'to  put  these  great  independent  agencies  of  the  govern- 
ment into  politics,  but  they  cannot  be  permitted  to  keep  so  far  out  of 
politics  that  public  opinion  and  the  election  returns  have  no  meaning 

fOF  Ahserw>meaofVtn'e  attaches  of  the  Department  of  Commerce  have 
verv  freely  expressed  these  views,  and  have  been  outspokenly  critical 
of  the  Interstate  Commerce  Commission,  the  impression  prevails  that 
the  foregoing  statement  emanated  from  the  head  of  that  department. 
Some  conformation  of  that  supposition  is  found  in  the  activity  of  the 
head  of  that  department  in  transportation  matters.  Numerous  incidents 
have  occurred  since  the  foregoing  announcement  was  made,  which 
seem  to  confirm  Its  correctness.  Moreover,  the  Executive  Secretary  was 
recently  advised  by  an  Influential  member  of  the  Republican  National 
Committee,  that  it  was  the  purpose  of  the  administration  to  create 
an  Interstate  Commerce  Commission,  which  would  reflect  the  ad- 
ministration views.  He  did  not  share  our  views  that  It  was  as  unde- 
sirable and  improper  to  bring  political  pressure  to  bear  upon  the 
Interstate  Commerce  Commission,  in  the  discharge  of  its  quasi-Judi- 
cial functions,  as  it  would  be  to  bring  political  pressure  to  bear  upon 

We  do  not  assert  that  the  proposed  program  of  the  United  States 
Chamber  of  Commerce  emanated  from  the  administration,  or  la  an 
administration  measure.  It  is  significant,  however,  that  the  United 


COMMISSION  AND  THE  LABOR  BOARD 

Transferring  the  functions  of  the  Railroad  Labor  Board  to 
the  Interstate  Commerce  Commission  would  not  result  in  any 
changes  in  the  methods  now  used  to  decide  railroad  labor  dis- 
putes, according  to  Ben  W.  Hooper,  vice  chairman  of  the  board, 
who  presented  the  Labor  Board's  views  during,  a  discussion  on 
the  subject  of  mediation  and  conciliation  before  the  National 
Civic  Federation,  in  New  York,  January  30.  B.  M.  Jewell,  presi- 
dent of  the  railroad  employes'  department  of  the  American  Fed- 
eration of  Labor,  spoke  on  behalf  of  organized  labor  and  Charles 
P.  Neill,  on  behalf  of  the  carriers. 

Mr.  Hooper  said  the  transportation  act  specified  seven  ele- 
ments to  be  taken  into  consideration  when  fixing  the  wages  of 
railroad  workers  and  that  railroad  rates  was  not  one  of  them. 
Therefore,  he  said,  "if  the  Interstate  Commerce  Commission 
determined  wages,  it  would  have  to  do  it  on  the  same  basis, 
and  not  on  the  basis  of  rates."  Continuing,  he  said: 

It  is  quite  true  that  the  Commission  must  know  what  the  carriers 
are  expending  for  wages  in  order  to  fix  rates  intelligently,  but  the 
Commission  does  not  have  to  fix  the  wages  in  order  to  know  what 
they  are.  The  carriers  have  always  been  required  to  make  reports 
to  the  Commission  of  their  expenditures  for  wages. 

It  is  my  information  that  the  Interstate  Commerce  Commission  is 
now  hard  pressed  to  keep  up  with  its  work.  I  know  that  the  Railroad 
Labor  Board  is  still  struggling  with  the  immense  volume  of  work 
dumped  upon  it  as  the  aftermath  of  the  war  and  federal  control. 
Complaints  are  made  against  both  bodies  because  they  are  sometimes 
slow  in  rendering  decisions.  Neither  body  is  at  fault.  If  the  func- 
tions of  the  Railroad  Labor  Board  were  transferred  to  the  Interstate 
Commerce  Commission,  there  would  likely  be  one  grand  choral  howl 
from  carriers,  employees,  shippers  and  citizenry  for  the  speeding  up 
of  the  work. 

The  Commission  has  eleven  members  now.  With  the  work  of  the 
Labor  Board  added  to  its  already  burdensome  duties,  its  membership 
would  probably  have  to  be  increased,  with  the  risk  of  making  the 
Commission  cumbersome  and  topheavy. 

In  another  aspect  of  the  matter,  if  the  Railroad  Labor  Board  has 
made  pood  under  the  difficulties  with  which  it  has  contended  it 
should  be  let  alone.  If  it  has  not  paid  returns  on  the  investment  to 
the  American  public,  in  cash,  peace  of  mind  and  stability  of  business, 
it  should  be  relegated  to  the  scrap  heap  of  unsuccessful  experiments 
just  outside  the  political  laboratory. 

WESTERN  GRAIN  ORDER  AMENDED 

The  Traffic  World  Washington  Bureau 

The  Commission  Jan.  27  amended  its  order  in  No.  12229,  west- 
ern grain  rate  case,  by  inserting  between  second  and  third  para- 
graphs of  its  order  of  November  21  the  following: 

"It  is  further  ordered  that  where  a  strict  observance  of  the 
provisions  of  the  preceding  paragraphs  hereof  would  result  in 
the  disruption  of  relationships  between  important  grain  markets 
or  disturb  the  equalization  of  rates  via  recognized  and  estab- 
lished gateways  from  important  producing  territories  to  impor- 
tant consuming  centers,  departures  from  the  exact  percentages 
hereinbefore  prescribed  may  be  made  to  the  extent  necessary 
to  maintain  the  relationships  which  have  heretofore  existed  be- 
tween the  said  markets  or  the  equalization  of  rates  via  the  said 
gateways." 
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Current  Topics 

in  Washington 


The  Fall  of  Railroad  Management. — One  thing  the  Commis- 
sion'! general  rate  inquiry  Is  doing  that  is  apparent  to  every  one 
who  has  taken  any  interest  in  the  evidences  that  officialdom  is 
seeking  the  regulation  of  the  earth  and  the  fulness  thereof,  is  to 
show  that  the  degradation  of  the  American  railroad  man  is  far 
greater  than  popularly  supposed.  If  there  is  anything  he  can  do 
toward  managing  the  property  committed  to  his  care,  search 
must  be  made  for  it.  John  S.  Burchmore.  in  bis  cross  examina- 
tion of  Walker  D.  Mines,  emphasized  the  subjection  into  which 
tbe  railroad  man  has  been  brought.  Mr.  Mines  called  attention, 
by  his  answer,  to  the  fact  that  subjection  was  not  one  of  tbe 
fruits  of  federal  control.  It  was  started,  so  far  as  wages  were 
concerned.  long  before  control  became  a  fact,  and  tbe  most  seri- 
ous part  of  It  was  created  by  the  transportation  law,  he  said. 
There  are  many  who  believe  the  framers  of  the  labor  sections  of 
that  statute  bad  no  idea  of  tbe  government  taking  unto  itself  tbe 
complete  regulation  of  wages,  hours,  and  conditions  of  service. 
At  the  time  the  bill  was  under  discussion,  tbe  labor  provisions 
were  regarded  merely  as  things  to  be  used  in  the  event  tbe  em- 
ployers and  employes  could  not  agree.  No  one  figured  that  they 
would  never  agree  and  that  tbe  result  would  be  complete  control 
over  wages  and  working  conditions  by  tbe  government.  • 

The  railroad  men,  using  those  words  to  mean  those  wTio  have 
the  emblems  of  management,  have,  according  to  the  law.  control 
of  wages  and  terms  of  service  except  when  there  Is  Inability  to 
agree:  but  Inasmuch  as  there  is  disagreement  all  the  time,  tbe 
fact  Is  the  railroad  man  never  has  control  over  those  whose 
wages  constitute  the  largest  Item  in  tbe  operating  expense  ac- 
count. The  hallroad  man  has  not  had  control  over  rates  since 
1906.  That  fact  has  been  used  as  an  argument  In  favor  of  the 
control  of  wages,  just  as  If  there  were  any  analogy  between  rates 
and  wages.  Of  course,  well  informed  t  raffle  men  know  there  Is 
no  parallel  because  rates  are  tbe  things  that  are  to  be  paid  by. 
those  who  can  not  obtain  transportation  except  from  the  rail- 
roads, while  wages  are  paid  to  those  who  are  at  liberty  to  obtain 
wages  wherever  their  fancy  leads  them.  The  shipper  must  buy 
transportation  from  a  natural  monopoly,  wherefore  regulation  is 
deemed  a  necessary  adjunct  to  the  exclusive  license  given  to  the 
carrier  to  operate  over  certain  right*  of  way. 

Family  Tits  and  Legal  Lines — Father  and  son  on  opposite 
sides  In  a  fight  or  a  contest  has  always  seemed  one  of  tbe  saddest 
things  on  earth.  But  the  Campbells,  father  and  son.  who  ap- 
peared In  tbe  case  now  on  hearing  before  the  Commission,  did 
not  seem  to  think  they  needed  any  pity.  First,  as  a  witness, 
came  Benjamin  Campbell,  traffic  vice  president  of  the  New 
Haven.  Then  came  A.  H.  Campbell,  traffic  manager  for  the  In- 
ternational Paper  Company.  Father  Campbell  thinks  reduction 
of  rates  In  New  England  would  be  a  calamltlous  thing.  Son 
Campbell  could  see  no  redemption  for  the  newsprint  paper  ti» 
dustry  unless  rate  reductions  were  ordered.  Tbe  Campbell  fam- 
ily Is  bound  to  have  peace  without  victory.  So  far  as  can  be  re- 
called, their  appearance  on  tbe  witness  stand  was  tbe  first  time 
anything  of  that  kind  ever  had  happened.  Time  was,  not  so 
long  ago.  when  there  would  have  been  eyebrow  raising  bad  fa- 
ther and  son  appeared  on  opposite  sides.  The  older  railroad  men 
were  Inclined  to  consider  it  treason  for  one  of  their  number,  or 
the  son  of  one  of  them,  to  appear  on  the  shippers  side  of  a  con- 
troversy. A  railroad  man  who  crossed  from  the  railroad  to  the 
shipper  side  of  tbe  counsel  table  was  regarded  with  suspicion,  if 
not  condemned  to  ostracism.  When  George  A.  Atkins  Jr..  went 
back  to  tbe  railroad  side  of  the  traffic  business  be  showed  that  a 
man  could  work  for  either  a  shipper  or  a  railroad.  Luther  M. 
Walter,  when  he  appeared,  first  for  the  railroad  men  who  follow 
8.  Oavles  Warfleld.  If  sny.  and  then  came  back  to  represent  ship- 
pers, showed  that  it  did  not  spell  crookedness  for  a  member  of 
the  bar  to  handle  cases  for  the  Interests  that  usually  were  In  con- 
flict at  so  many  points  that  they  are  generally  regarded  as  alwayn 
In  conflict. 


ures  an  industry  may  gather  seems  to  be  a  violation  of  tbe  anti- 
trust laws.  The  reason  for  the  self-serving  declaration  is  becom- 
ing fairly  well  known  among  those  who  attend  hearings  before 
the  Commission.  Therefore,  when  the  secretary  or  traffic  man- 
ager quotes  figures,  he  says  they  were  taken  from  reports  to  this 
or  that  governmental  agency.  Government  figures  are  supposed 
to  be  innocuous.  It  is  generally  condeded  that  they  are,  because, 
with  one  or  two  exceptions,  they  are  so  old  before  they  are  col- 
lected that  not  even  a  wizard  could  use  them  as  a  foundation  for 
establishing  prices  to  be  used  even  in  the  immediate  future.  The 
figures  for  which  the  government  pays  millions,  therefore,  seldom 
have  any  value  except  for  historical  purposes.  The  government, 
however,  will  continue  to  gather  them.  By  reason  of  the  Hard- 
wood Lumber  Association  decision  they  will  be  more  stale  than 
heretofore. 

The  associations  will  not  dare  co-operate  with  Secretary 
Hoover  or  with  the  Department  of  the  Interior  in  the  early  col- 
lection of  production  figures  without  running  the  risk  of  prosecu- 
tion under  the  anti-trust  laws.  Secretary  Hoover  is  trying  to 
persuade  Attorney-General  Daugherty  to  give  out  a  statement,  as 
a  sort  of  guide  for  the  associations — that  Is,  to  say  what  may  and 
what  may  not  be  done,  so  the  Department  of  Commerce  will  be 
able  to  ask  for  the  co-operation  of  the  associations.  Daugherty. 
however,  knows  the  extreme  danger  of  a  lawyer  undertaking  to 
say,  in  advance,  whether  such  and  such  a  combination  of  acts 
will  or  will  not  constitute  a  violation  of  the  law. 


Administering  the  Re-Capture  Provisions. — Every  now  and 
then,  la  the  opinion  of  its  friends,  the  Commission  gives  proof  of 
a  strong  belief  In  the  essential  goodness  of  all  humanity— even 
railroad  companies  and  railroad  officials.  At  times  It  puts  out 
what  the  Irreverent  denominate  its  "hope  and  expectation  deci- 
sions." pretending  to  believe  the  carriers  will  do  something  with- 
out having  an  order  clapped  on  them.  But,  according  to  the 
psycho-analysts,  who  devote  their  attention  to  the  outgiving?  of 
the  Commission.  It  never  showed  better  its  high  optimism  than 
when  it  Issued  instructions  as  to  what  the  carrier  should  do  to 
help  administer  the  re-capture  parts  of  section  15a.  Among  the 
things  it  said  the  railroads  should  do  was  to  report  the  amount 
of  the  excess  earnings  It  had  sent  to  the  Commission,  together 
with  the  how  and  when  of  the  payment.  Assuming  that  some 
of  the  carriers  had  had  more  than  six  per  cent  of  net  had  not 
seat  In  the  half  of  the  excess,  the  Commission  said  that  the  un- 
paid amount  should  be  paid  to  Mr.  McOlnty.  the  secretary.  The 
optimism  shown  by  the  Commission,  It  has  been  suggested,  is  all 
tbe  more  wonderful,  because  the  law  does  not  make  it  the  duty 
of  a  railroad  to  hand  over  the  part  of  me  excess  supposed  to  ac- 
crue to  tbe  government.  It  merely  says  the  excess  shall  be  re- 
coverable by  and  paid  to  the  Commission.  No  one  expects  any 
railroad  to  pay,  especially  In  advance  of  demand  by  the  Commis- 
sion. That  command  Is  expected  to  be  made  as  soon  as  the  re- 
turns show  what  companies  have  earned  more  than  six  per  cent. 
A  further  expectation  is  that  the  demand  will  be  refused,  al- 
though some  companies  may  decide  that  the  sums  involved  are 
so  small  that  they  are  not  w'orth  fighting  about.  The  expectation, 
however.  Is  that  there  will  be  a  fight. 


Statistics  and  Their  Pedigrees. — Since  the  Supreme  Court 
decided  tbe  Hardwood  Lumber  Association  case,  secretaries  and 
traffic  managers  of  associations,  clubs,  and  Institutes  appearing 
before  tbe  Commission,  have  been  at  pains  to  say  that  the  statis- 
tics they  were  giving  the  Commission  were  obtained  from  gov- 
ernment reports.  It  Is  not  exactly  bad  form  for  a  secretary  or  a 
traffic  man  to  fall  In  making  such  a  declaration.  Failure,  how- 
ever, to  make  It,  it  Is  understood,  is  equivalent  to  an  Invitation 
for  the  trust-breaking  part  of  tbe  Department  of  Justice  or  Fed- 
eral Trade  Commission  to  come  snooping  around  to  find  out 
whence  came  the  figures.  According  to  the  court's  decision,  the 
possession  of  statistics  creates  a  sort  of  presumption  that  they 
were  obtained  with  a  view  to  having  them  used  to  establish 
prices,  and  establishing  prices  as  a  result  of  looking  at  the  fig- 


Commission's  Display  of  Economy  and  Good  Sense. — In  re- 
versing Itself  in  No.  11009,  Southern  Hardwood  Traffic  Associa- 
tion et  al.  vs.  Director  General,  Abilene  A  Southern,  et  al.  with- 
out delay.  In  accordance  with  the  principle  laid  down  by  the  Su- 
preme Court  In  the  American  Creosoting  case,  the  Commission, 
It  Is  believed  set  a  much  needed  example  for  all  other  branches 
of  the  government.  One  of  the  most  pointed  complaints  made 
against  governmental  agencies  and  officials  Is  that  they  will  not 
make  corrections  when  they  are  wrong.  That  Is  the  burden  of 
tbe  complaint  of  nearly  all  business  organisations  against  the 
_F«Ur»l  Trade  Commission.  It  conducts  ex  parte  inquiries 
~*llaTnRt  associations  and  companies  and  then  says  things  about 
them  which,  even  when  shown  to  be  wrong,  it  will  not  retract. 
It  made  an  error  about  the  production  of  lumber  on  the  Pacific 
north  coast,  and  on  erroneous  figures  it  based  tbe  charge  that  the 
lumbermen  had  restricted  production  to  hoist  prices.  It  would 
do  nothing  when  the  fact  was  pointed  out  that  production  was 
Increased.  It  would  not  even  modify  its  declaration  to  say  that 
In  It*  opinion.  If  It  had  such  an  opinion,  what  the  association  had 
done  had  had  the  effect  of  keeping  production  from  reaching 
higher  levels  than  It  did.  In  the  Southern  Hardwood  Traffic  As- 
sociation case  the  Commission  took  up  without  delay  the  question 
of  what  to  do  with  Its  erroneous  deciclon,  and  reversed  its  finding 
of  undue  prejudice  and  dismissed  the  complaint.  The  Commis- 
sion, of  course,  would  have  been  taken  to  court  If  It  bad  not  re- 
versed Itself.  By  acting  without  waiting  for  compulsion,  the 
Commission  saved  money  for  everybody.  Very  few  other  govern- 
ment  officials  seem  to  care  much  about  expenses,  either  of  the 
government  or  those  unlucky  enough  to  get  into  a  controversy 
with  officials  who  Imagine  themselves  to  be  masters  of  those  who 
pay  the  bills.  A.  E.  H. 

Our  Washington  Office  is  your  Washington  office 
if  you  are  a  subscriber  to  THE  DAILY  TRAFFIC 
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INTERLOCKING  DIRECTORATES 

E.  T.  Stotesbury  has  been  permitted  to  hold  the  position 
of  director  of  the  Lehigh  &  Hudson  River  Railway  and  either 
(a)  the  position  of  director  of  the  Lehigh  Valley  Railroad  and 
the  following  subsidiaries:  Delaware,  Susquehanna  &  Schuylkill 
Railroad.  Easton  &  Northern  Railroad,  Lehigh  &  New  York  Rail- 
road, Lehigh-Buffalo  Terminal  Railroad  Corporation,  Lehigh  Val- 
ley Harbor  Terminal  Railway,  Lehigh  Valley  Railroad  Company 
of  New  Jersey,  Lehigh  Valley  Railway  Company,  Loyalsock  Rail- 
road, Montrose  Railroad,  Pennsylvania  &  New  York  Canal  & 
Railroad,  and  Schuylkill  &  Lehigh  Valley  Railroad;  or  (b)  posi- 
tions with  carriers  of  the  Reading  system  as  follows:  chair- 
man of  board  and  director  of  the  Philadelphia  &  Reading  Rail- 
way, and  director  of  Philadelphia  &  Reading  Terminal  Railroad, 
New  York  Short  Line  Railroad,  Dover  &  Rockaway  Railroad, 
New  York  &  Long  Branch  Railroad,  Philadelphia,  Newtown  & 
New  York  Railroad,  and  Philadelphia  &  Frankfort  Railroad.  Mr. 
Stotesbury  has  been  given  30  days  in  which  to  make  his  elec- 
tion which  of  these  positions  he  will  hold. 

The  Commission  has  authorized  .officers  of  the  Chesapeake 
&  Ohio  Railway,  Chesapeake  &  Ohio  Northern  Railway,  Hock- 
ing Valley  Railway,  and  other  roads  to  retain  tneir  positions 
with  those  and  other  roads;  officers  of  the  Southern  Pacific  Com- 
pany, Arizona  Eastern  Railroad,  and  other  roads  to  hold  their 
positions  with  those  and  other  lines;  and  officers  of  the  Cherry 
Tree  &  Dixonville  Railroad,  Lake  Erie  &  Western  Railroad, 
Michigan  Central  Railroad,  New  York  Central  Railroad,  Kanawha 
&  Michigan  Railway,  Toledo  &  Ohio  Central  Railway,  West  Shore 
Railroad,  Pittsburgh  &  Lake  Erie  and  other  roads  to  retain  their 
positions  with  those  and  other  lines. 

John  M.  Dennis  has  been  allowed  to  retain  the  positions  of 
director  of  the  Philadelphia,  Baltimore  &  Washington  Railroad 
and  the  Delaware  Railroad. 

William  D.  Hill  has  received  permission  to  hold  the  posi- 
tions of  auditor  of  the  Monongahela  Railway  and  the  Pittsburgh, 
Chartiers  &  Youghiogheny  Railway. 

R.  C.  Barnard  has  been  authorized  to  hold  the  position  of 
member  of  the  board  of  managers  of  the  Dayton  Union  Railway 
in  addition  to  positions  previously  authorized. 

Elisha  Lee  has  been  permitted  to  retain  the  .position  of 
member  of  board  of  managers  and  Gamble  Latrobe  has  been  per- 
mitted to  hold  the  position  of  alternate  to  Mr.  Lee  as  membei 
of  the  board  of  managers  of  the  Washington  Terminal  Company, 
in  addition  to  positions  previously  authorized. 

Prank  B.  Hayne  has  been  allowed  to  hold  the  positions  of 
director  of  the  New  Orleans  &  Northeastern  Railroad  and  the 
New  Orleans  &  Lower  Coast  Railroad. 

The  Commission  has  authorized  Samuel  E.  Kilner  to  hold 
the  position  of  director  of  the  Northern  Pacific  Railroad  in  ad- 
dition to  positions  previously  authorized. 

Samuel  M.  Russell  and  John  M.  Elliott  have  received  per- 
mission to  retain  their  positions  with  the  Toledo,  Peoria  &  West- 
ern Railway,  Peoria  &  Pekin  Union  Railway,  and  Keokuk  Union 
Depot  Company. 

William  G.  Dows  was  authorized  to  retain  his  positions  as 
president  of  the  Cedar  Rapids  &  Iowa  City  Railway  and  director 
of  the  Wyoming  Railway. 

Jules  S.  Bache  was  authorized  to  hold  various  positions  with 
the  Minneapolis  &  St.  Louis  Railroad,  Ann  Arbor  Railroad, 
Manistique  &  Lake  Superior  Railroad,  and  Toledo,  St.  Louis  & 
Western  Railroad. 

The  Commission  has  authorized  officers  of  the  New  Orleans, 
Texas  &  Mexico  Railway,  St.  Louis,  Brownsville  &  Mexico  Rail- 
way,  Beaumont,  Sour  Lake  &  Western  Railway,  and  other  roads 
to  retain  their  positions  with  those  and  other  roads;  officers 
of  the  Wheeling  &  Lake  Erie  Railway,  Lorain  &  West  Virginia 
Railway,  Zanesville  Belt  and  Terminal  Railway,  and  other  roads 
to  retain  their  positions  with  those  and  other  roads. 

Frederick  H.  Ecker  has  been  authorized  to  hold  the  position 
of  member  of  the  executive  committee  of  the  Wheeling  &  Lake 
Erie  Railway  in  addition  to  positions  previously  authorized. 

Leonor  F.  Loree  has  been  permitted  to  hold  the  position  of 
the  Delaware  &  Hudson  Company  in  addition  to  positions  previ- 
ously authorized. 

W.  C.  Ramsay  and  0.  H.  McCarty  have  received  permission 
to  hold  their  present  positions  with  the  Oklahoma,  New  Mexico 
£  Pacific  Railway  and  the  St.  Louis  &  Hannibal  Railroad. 

John  T.  Beasley  has  been  authorized  to  hold  the  position 
of  general  counsel  of  the  Evansville,  Indianapolis  &  Terre  Haute 
Railway  in  addition  to  positions  previously  authorized. 

Clifton  R.  Musser  has  been  authorized  to  retain  his  position 
with  the  Intel-mountain  Railway  and  Washington,  Idaho  &  Mon- 
tana Railway. 

Frederick  E.  Weyerhaeuser  has  been  authorized  toi  retain 
his  positions  with  the  Great  Northern  Railway  and  the  Wash- 
ington, Idaho  &  Montana  Railway. 

The  Commission  .has  authorized  Albert  J.  Raynes,  comp- 
troller, and  Walter  P.  Reeves,  assistant  comptroller  of  the  Maine 
Central  Railroad,  to  retain  their  positions  with  that  carrier  and 
with  the  Portland  Terminal  Company,  Bridgton  &  Saco  River 
Railroad  Company  and  Sandy  River  &  Rangeley  Lakes  Railroad. 

The  Commission  has  authorized  officers  of  the  Western 
Maryland  Railway,  New  York  ft  Long  Branch  Railroad,  Wheeling 


&  Lake  Erie  Railroad,  New  York  Central  Railroad,  Missouri 
Pacific  Railroad  and  other  lines  to  retain  their  positions  with 
those  and  other  lines;  officers  of  the  Lehigh  Valley  Railroad. 
Lehigh  &  New  England  Railroad,  Buffalo  Creek  Railroad  and 
other  lines  to  retain  their  positions  with  those  and  other  line?. 

Various  officers  of  the  Bath  &  Hammondsport  Railroad,  Krit- 
Railroad,  New  York,  Susquehanna  &  Western  Railroad,  Akron. 
Canton  &  Youngstown  Railway,  Northern  Pacific  Railway,  Chi- 
cago, Milwaukee  &  St.  Paul  Railway,  Southern  Pacific  Company 
and  other  roads  have  been  authorized  to  retain  their  positions 
with  those  and  other  roads. 

Leonor  F.  Loree  has  been  authorized  to  hold  his  positions 
with  the  Delaware  &  Hudson  Company  and  various  subsidiaries 
thereof,  the  Kansas  City  Southern  Railway,  Chicago  Junction 
Railroad  &  Union  Stockyards  Company,  New  York,  Ontario  & 
Western  Railroad,  Seaboard  Air  Line  Railroad,  Southern  Pacific 
Company,  Wheeling  &  Lake  Erie  Railway,  and  Wells  Fargo  & 
Co.  Express  and  either  the  positions  of  (a)  member  of  the  board 
of  directors  and  member  of  the  executive  committee  of  the 
Baltimore  &  Ohio  Railroad;  or  (b)  member  of  the  board  of  di- 
rectors and  member  of  the  executive  committee  of  the  Erie 
Railroad;  or  (c)  member  of  the  board  of  directors  and  member 
of  the  executive  committee  of  the  Pere  Marquette  Railroad. 

The  Commission  has  authorized  officers  of  the  Union  Stock 
Yard  &  Transit  Co.  of  Chicago,  Chicago  Junction  Railway,  the 
Pullman  Company,  Chicago  Great  Western  Railway  and  other 
roads  to  retain  their  positions  with  those  and  other  roads;  offi- 
cers of  the  Silverton  Railway  Company  and  the  Silverton  North- 
ern Railroad  to  retain  their  positions;  officers  of  the  Oregon 
Short  Line  Railroad,  Oregon-Washington  Railroad  &  Navigation 
Company,  Union  Pacific  Railroad,  Los  Angeles  &  Salt  Lake  Rail 
road  and  other  roads  to  hold  their  positions  with  those  and  other 
roads,  and  officers  of  the  Toledo,  St.  Louis  &  Western  Railroad, 
Detroit  &  Toledo  Shore  Line  Railroad,  Toledo  Terminal  Rail- 
road. Pittsburgh  &  Shawmut  Railroad,  and  St.  Joseph,  South 
Bend  &  Southern  Railroad  to  hold  their  positions. 

W.  A.  Erwin  has  received  permission  to  hold  the  positions 
of  director  of  the  State  University  Railroad  and  Durham  & 
Southern  Railway. 

R.  T.  Chatham  was  authorized  to  hold  his  positions  with 
the  North  Carolina  Midland  Railroad  and  the  Elkin  &  Alle- 
gheny Railroad. 

Parmley  W.  Herrick  has  been  permitted  to  retain  his  position 
as  director  of  the  Cleveland  &  Mahoning  Valley  Railroad,  the 
Nypano  Railroad  and  the  New  York,  Chicago  &  St.  Louis  Rail- 
road. 

Frank  E.  Lewis  and  M.  V.  Hynes  were  permitted  to  retain 
their  positions  with  the  Chicago,  Indianapolis  &  Louisville  Rail- 
way and  the  Indianapolis  Union  Railway. 

Officers  of  the  Green  Bay  &  Western  Railroad.  Kewaunee. 
Green  Bay  &  Western  Railroad  and  Ahnapee  &  Western  Rail- 
way have  been  authorized  to  retain  their  positions. 

Arthur  F.  Parrott  and  William  D.  Sewall  have  received  per- 
mission to  hold  their  positions  with  the  Dexter  &  Newport  Rail- 
road and  the  Dexter  &  Piscataquis  Railroad. 

M.  S.  Browning  was  authorized  to  retain  his  positions  with 
the  Utah-Idaho  Central  Railroad  and  the  Salt  Lake  &  Utah 
Railroad. 

S.  B.  Luttrell  was  given  permission  to  hold  his  positions 
with  the  Cumberland  Railway  Company  and  the  Knoxville  & 
Carolina  Railway. 

L.  D.  Smith  has  been  authorized  to  hold  his  positions  with 
the  Cumberland  Railway  and  the  Middlesborough  Mineral  Rail- 
way. 

Charles  A.  Peabody  was  authorized  to  hold  the  position  of 
director  of  the  Los  Angeles  &  Salt  Lake  Railroad  in  addition  to, 
positions  previously  authorized. 

John  Henry  Hammond  has  received  permission  to  retain  his 
positions  with  the  Bangor  &  Aroostock  Railroad,  Chicago  &  Alton 
Railroad,  Van  Buren  Bridge  Company,  Cincinnati.  Indianapolis 
&  Western  Railroad,  and  Rio  Grande  Junction  Railway. 

F.  C.  Hubbell  was  authorized  to  hold  the  positions  of  presi- 
dent and  director  of  the  Des  Mojnes  Terminal  Company  and  the 
Iowa  Transfer  Railway. 

Allen  Wardwell,  Hall  Park  MoCullough  and  George  H.  Gar- 
diner have  been  authorized  to  retain  their  positions  with  the 
Northern  Pacific  Railroad  in  addition  to  positions  previously 
authorized. 

James  T.  Blair  was  permitted  to  retain  his  positions  with  the 
Zanesville,  Marietta  &  Parkershurg  Railroad  and  the  Green 
County  Railroad. 

B.  Dawson  Coleman  has  been  authorized  to  retain  his  posi- 
tions with  the  Cambria  &  Indiana  Railroad  and  the  Delaware  & 
Bound  Brook  Railroad. 

Charles  D.  Norton  was  given  permission  to  retain  his  posi- 
tions with  the  Quincy,  Omaha  &  Kansas  City  Railroad,  North- 
ern Pacific  Railroad,  and  the  Coal  &  Coke  Railway. 

N.  A.  McMillan  was  authorized  to  hold  the  positions  of 
director  of  the  Chicago,  Milwaukee  &  Gary  Railway  and  the  New 
Orleans.  Texas  &  Mexico  Railway. 

Samuel  D.  Brady  has  been  authorized  to  retain  his  positions 
with  the  Zanesville,  Marietta  &  Parkersburg  Railroad  and  the 
Green  County  Railroad. 
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Decisions  of  Interstate  Commerce  Commission 


LUMBER  TRANSIT  PRIVILEGES 

In  a  report  on  I.  and  S.  No.  1391.  Transit  Privileges  on  I.uin 
ber  at  Memphis  and  Louisville  Originating  in  Arkansas  .in.! 
Louisiana,  opinion  No.  7345.  66  I.  C.  C..  94-5.  and  a  supplemental 
report  on  No.  11009.  Southern  Hardwood  Traffic  Association 
•1  vs.  Director-General.  Abilene  ft  Southern,  et  ai..  opinion  No. 
7342,  66  I.  C.  C.,  67,  the  Commission,  through  Commissioner 
Daniels,  has  wiped  out  the  original  error  made  by  It  in  dealing 
with  transit  on  lumber  in  the  south  as  well  as  the  consequential 
error  resulting  from  its  erroneous  decision  In  the  formal  docket 
herein  mentioned. 

In  the  formal  docket  It  reversed  Its  original  finding  of  undue 
prejudice,  carried   in   61    I.   C.  C.,   132,  and   dismissed   the  com- 
plaint.   That  was  In  accordance  with  the  view  of  the  Supreme 
;it  of  the  Pnited  States   in  C.  R.  R.  Co.   of  N.  J.   vs.   U.  8., 
handed  down  December  5,  1921. 

It  has  vacated  Its  orders  of  suspension  Usued  against  the 
tariffs  of  the  railroads  proposing  to  withdraw  existing  transit 
arrangements  in  connection  with  their  joint  rates  on  lumber, 
moving  via  Memphis  or  Louisville  from  points  on  the  Chicago. 
Rock  Island  ft  Pacflc  in  Arkansas  and  Louisiana.  Mr.  Daniels 
•aid  the  present  proceeding  was  aa  outgrowth  of  the  Southern 
Hardwood  Traffic  Association  case.  In  which  the  Commission 
had  reversed  Itself  In  compliance  with  the  decision  of  the 
preme  Court,  hence  the  quashing  of  the  suspension  docket  case. 


LIVE  STOCK  UNLOADING  CHARGES 

In  the  Commission's  report  on  No.  11966.  Omaha  Packing 
Company  et  al.  vs.  A.  T.  A  8.  F.  et  al..  opinion  No.  7336.  645 
44-63.  written  by  Chairman  McChord.  the  Commission 
disposed  of  the  contentions  of  the  owners  of  private  stockyards 
that  under  section  1  of  the  interstate  commerce  law  the  car- 
riers have  the  duty  of  unloading  live  stock  or  making  allow- 
ances for  the  performance  of  that  service  by  the  consignee,  or 
that  failure  to  do  so  constitutes  a1  violation  of  the  third  section. 
It  held  against  the  owners  of  the  private  yards.  It  held  that 
the  failure  of  the  carriers  to  perform  the  unloading  and  re- 
loading of  stock,  made  necessary  by  the  28  hour  law  or  quar- 
rantlne  regulations,  constituted  an  unlawful  discrimination 
•gainst  the  owners  of  the  private  stock  yards. 


RATE  ON  FRESH  FROZEN  BEEF 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  1123S.  Cincinnati  Abattoir  < 
rector-General,  P.  C.  C.  It  St.  L.  et  al..  opinion  No  7341.  66 
65-4,  as  to  the  rate  on  fresh  frozen  beef,  in  carloads, 
from  Columbus.  O..  to  New  York,  shipped  in  February  and  April. 
1918.  The  shipments  moved  over  the  Pennsylvania  system's 
lines  under  permits  Issued  by  the  committee  in  charge  of  the 
routing  of  shipments  during  that  period.  The  permits  specified 
the  Pennsylvania  lines  because  the  New  York  Central  lines 
were  embargoed.  Charges  were  collected  at  the  first  class  rate 
of  69.5  cents.  Commodity  rates  of  29  and  45  cents  applied  during 
February  and  April  from  London,  o..  to  N.-W  York  by  way  of 
the  Pennsylvania  lines  through  Colnmbus.  The  tariff  naming 
the  rates  provided.  In  accordance  with  ml.  77  of  tariff  circular 
18-A.  that  upon  reasonable  request  '  r.ttes  would  be  estab- 

lished from  Intermediate  poln'  from  more 

distant    points,   on   one  day's   notice.     T  .muni    did   not 

make  application  for  the  establishment  o(  the  commodity  rate 
.ilumbus  prior  to  the  time  the  shipments  moved.  After 
the  meat  was  shipped  the  Pennsylvania  system  established  a 
commodity  rate  of  42.5  cents  from  Columbus  to  New  York.  The 
Commission  held  that  36. S  cent*  would  have  been  the  reasonable 

:\    the   February   s!  .-   on    the   April 

•hiptnent*  because  they  »•  :  cent  of  the  contemporaneous 

-n  New  York  and  Chicago  and  Columbus  was  a  77 

nt  point. 


RATES  ON  STONE  FROM  INDIANA 


An  award  of  reparation  has  been  made  by  the  Commission 
11423.  Bedford  Cut  Stone  Co.  et  al.  vs.  Director-General, 
as  agent.  Chicago.  Indianapolis  ft  Louisville,  et  al.,  opinion  No. 
7332.  66  I  i  i  .  2C-33.  on  a  finding  that  charges  assessed  dur- 
ing federal  control  on  stone,  from  points  on  the  lines  of  the 
1*0.  Indianapolis  ft  Louisville  and  the  Chicago.  Terre  Haute 
A  Southeastern.  In  the  Indiana  limestone  district,  were  unrea- 
sonable to  the  extent  that  the  charges  collected  for  the  prelim- 
inary services  from  quarries  to  mills  and  similar  movements 
exceeded  specified  charges  per  car.  It  found  present  through 
applicable  to  Interstate  movements  not  unreasonable  or 


otherwise   unlawful.     The   report   also   embrace*  No.   11335,  In- 

galls  Stone  Co.  vs.  Director-General,  as  agent,  C.  I.  ft  L.  et  al. 
The  Commission  found  that  the  charges  assessed  during 
ral  control  were  unreasonable  to  the  extent  that  the  charges 

collected   for  the  respective  preliminary  services  exceeded  the 

following  charges  per  car: 


us  13  c 
1 1.  in  nils  or    ' 


i-   No.   2.   I:!.;.":   moves    Nos.   3  and  3   (a).   $2.50 

ic).  15  each;  move  No.  4  (a),  8  cents  per 

11,-ilford.  plus  $2  per  car  of  50.000  pounds 

r   net   ton   or    fraction    thereof   on   excess   of 

mid     IH.I\.      No.    4    (b),    f5    per    car    of    SO.OOO 

«  per  net  ton  or  fraction  thereof  on  ex 


MERIDIAN   RATES  ADJUSTED 

In  its  report  on  I.  and  S.  No.  1372.  written  by  Commissioner 

man  (mimeographed,  without  opinion  or  page  numbers), 
the  Commission  prescribed  rates,  as  substitutes  for  those  pro- 
posed by  the  carriers,  in  compliance,  they  said,  with  the  Com- 
mission's order  in  Meridian  Traffic  Bureau.  60  I.  C.  C.  5.  for 
fertilizer  and  fertiliser  materials,  horses,  mules  and  cattle;  lum- 
ber and  articles  taking  same  rates  or  rates  basing  thereon;  and 
brick,  between  Meridian,  Miss.,  and  points  in  Alabama,  on  tin- 
lines  of  the  Southern.  Alabama  -  mthern  and  Mobile  & 
Ohio  within  200  miles  of  Meridian;  on  cement  from  Spocari, 
10  Meridian,  by  w:i>  of  the  Southern:  on  lumber  between 
Meridian  and  points  on  the  Alabama.  Tinnessee  ft  Northern; 
and  on  all  "other  commodities"  between  Meridian  and  points 
<>n  i  he  Alabama.  Tennesee  ft  Northein  that  are  subject,  under 
ndents'  tariff  schedules  In  effect  on  the  date  of  the  order, 
(a)  to  lower  joint  commodity  rates,  or  (b)  to  lower  joint  claM 

-  on  such  of  said  commodities  as  are  rated  In  classes  K.  U 
M.  N  and  O  in  note  67  of  Cropland's  I.  C.  C.  No.  4. 

The  rates  on  fertiliser  and  fertilizer  materials  which  the 
carriers  are  to  substitute  for  those  proposed  by  them  are  made 
on  a  distance  scale  of  loo  cents  per  net  ton  for  5  miles  or  lees, 

•  for  45  miles.  27n  cents  for  100  miles  and  370  cen's  for 
miles,   for  application   via    the   Southern    and    the   Alabama 

Gieat  Southern,  and  not  more  than  10  per  cent  higher  via  the 
Mobile  ft  Ohio;  on  horses,  mules  and  oattle.  with  a  minimum 
of  23.000  pounds  on  mules  and  horses  and  20.000  on  cattle,  for 
application  via  the  Southern,  Alabama  Great  Southern  and  Mo- 
bile ft  Ohio,  beginning  with  ID  cents  for  5  miles  or  lees,  pro- 
gressing by  one-cent  nun-uses  for  each  additional  5  miles  up 
to  UMI  miles,  at  which  the  tat.-  i-  to  be  25  cents,  and  then  by 
one-cent  Increases  for  each  additional  In  miles,  up  to  35  cents 
for  .  with  a  ;:  i-.-nt  arbitrary  for  hauls  over  two  or 

more  lines  lor  distances  up  to  -i'"  miles;  on  lumber,  for  appll- 

n   .m   the  Southern.  Alabama  Great  Southern  and  Mobile  ft 

ng   to  a  scale  beginning  with   5  cents  for  5  miles 

or  less,  progressing  by  half-cent  increases  for  each  additional  5 

miles,  and  then  by  half-cent  Increases  for 

>-arh  additional  10  miles  up  to  17.5  cents  for  200  miles. 

i'n  brick,  according  to  a  scale  for  the  Southern  and  Alabama 

•  iiihern.  with   1"  per  rent  added  for  the  Mobile  &  Ohio, 
beginning  with   .1  rents   for   1"  miles  or  less,  with  half  a  cent 
add.  >,   M  additional  miles  up  to  2iM»  miles,  giving  rates 
..(  7  <•.  n:s  for  ',(>  miles.  9.5  cents  for  100  miles  and  13  cents  for 

suites:  on  lumber  between  Meridian  and  destinations  on  the 
Alabama.  Tennessee  £  Northern,  a  scale  beginning  with  12  cents 
for  4"  in  -s  and  progressing  at  the  rate  of  half  a  cent 

tar««h  additional  10  miles,  so  as  to  give  a  rate  of  15.5  cents  for 
!  il  for  2M  miles;  rates  on  "other  commodities," 
within  the  limitations  before  set  forth,  shall  not  exceed  rates 
prescribed  for  application  on  like  traffic  between  Meridian  and 
junction  points  of  the  Southern.  Alabama  Great  Southern  and 
Mobile  ft  Ohio,  with  the  Alabama.  Tennessee  ft  Northern,  and 
i  he  rates  on  like  traffic  for  Interstate  or  intrastate  traffic,  which- 
may  be  lower,  between  the  junction  points  and  destinations 
.  n  the  Alabama.  Tennessee  &  Northern,  and  rates  on  cement 
from  Spocari.  Ala.,  to  Meridian,  that  are  not  higher  than  the 
contemporaneous  commodity  rates  en  cement  from  Snocarl  to 
Birmingham.  Mobile.  Selma  and  Demopolls. 

A  further  provision  In  the  order  Is: 

It   i»   further  older.  1.   That  nothing  In   this   order  or   In  any  out- 

ctandlnir  <n>lir  of  this  Commission   ahull   he   construed  *s 

respondents  to  establish,   put   In   force  or  maintain   (a)   rates 

to    Meridian.    Mis«..    that 

dlntanci  •!.    thnn    the   contemporan- 

•s  on  mid  •  -irl.   Ala..  t'>  Mobile,   nirmlng- 

•  • 

i  between*  Birmingham,  Ala.. 

the   Southern    Hallway,    ti  I    the 

("ntemporanoously   maintained   by  compet- 

rarrl-  *»ld  points:  or  (c)   rates  on  rosin 

turpentin.  n   mud    i.'i>ort   between   Meridian.    Miss- 

points  on  «»«e  &   Northern  Ualroad   that  are 

higher    reliitlve  distances  considered,  than  the  rates  on  said  com- 
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modltles  contemporaneously  in  effect  between  Mobile.  Selma,  Mont- 
gomery, Birmingham,  Demopolis  and  Tuscaloosa,  Ala.,  and  said  points 
on  the  Alabama.  Tennessee  &  Northern  Railroad;  and  that  all  out- 
standing unexpired  orders  of  this  Commission  that  may  conflict  with 
the  provisions  of  this  order,  be,  and  they  are  hereby,  modified  to  the 
extent  necessary  to  make  them  conform  with  said  provisions;  but 
that  in  all  other  respects  said  orders  shall  remain  in  full  force  and 
effect. 

The  Commission  having  modified  its  order  in  the  Meridian 
case,  so  that  it  would  not  apply  on  coal  and  coke,  that  part  of 
the  suspension  order  in  I.  and  S.  No.  1372,  relating  to  coal  and 
coke  schedules  filed  by  the  carriers,  was  watched  and  set  aside 
on  the  same  day  that  the  Commission's  report  in  I.  and  S.  No. 
1372  was  made  public. 


RATES  ON  PETROLEUM  PRODUCTS 

In  a  report,  written  by  Chairman  McChord,  on  No.  11266, 
Standard  Oil  Co.  (Kentucky)  vs.  Alabama  &  Vicksburg  et  al., 
opinion  No.  7334.  66  I.  C.  C.  37-42,  the  Commission  held  that  the 
rates  applicable,  in  the  period  between  August  1,  1918,  and  Janu- 
ary 28,  1919,  on  gasoline,  refined  oils,  lubricating  oils  and  other 
petroleum  products,  from  Wood  River  and  East  St.  Louis,  111., 
Louisville.  Baton  Rouge,  Savannah  and  Jacksonville  and  Port 
Tampa,  Fla.,  to  points  in  Kentucky,  Mississippi,  Alabama, 
Georgia  and  Florida,  were  not  unreasonable.  The  Commission 
said  that  the  complainant  had  not  been  shown  to  have  been 


damaged  by  reason  of  any  undue  prejudice  which  might  have 
existed. 

The  complaint  arose  by  reason  of  the  slowness  of  the  rail- 
roads in  the  Southeast  putting  in  effect  the  4.5-cent  commutation 
on  petroleum  and  its  products  as  a  maximum.  The  carriers  in 
the  Southeast  did  not  put  into  effect  that  substitute  for  the  2 
per  cent  increase  until  January,  1919,  whereas  western  and 
northern  railroads  made  it  operative  in  August  and  September, 
1918.  Chairman  McChord  said  that  the  fact  that  competitors 
might  have  enjoyed  larger  profits  than  the  complainants  did  not 
establish  damage  to  the  complainant. 

RATES  ON  GREEN  SALTED  SHEEP  PELTS 
A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11792,  Swift  &  Co.  vs.  Chicago,  Burling- 
ton &  Quincy  et  al.,  opinion  No.  7333,  66  I.  C.  C.  33-6,  as  to 
rates  on  green  salted  sheep  pelts  in  straight  carloads  and  on 
green  salted  hides  and  green  salted  sheep  pelts,  in  mixed  car- 
loads, from  Denver,  Colo.,  to  St.  Joseph,  Mo.,  and  Chicago.  The 
Commission  found  that  the  assailed  rates  were,  are  and  for  the 
future  will  be  unreasonable  to  the  extent  that  they  exceeded, 
exceed  or  may  exceed  35  cents  to  St.  Joseph  and  58  cents  to 
Chicago  prior  to  June  25,  1918;  44  and  72.5  cents,  respectively, 
between  June  25,  1918,  and  August  25,  1920;  and  59.5  and  98 
cents  after  August  25,  1920. 


Tentative  Reports  of  the  Commission 


SUPPLY  OF  CARS  FOR  LOGS 

Dismissal  of  the  complaint  in  No.  13008,  Norton  Lumber  Co. 
et  al.  vs.  Chicago,  Milwaukee  &  St.  Paul,  has  been  recommended 
by  Examiner  William  P.  Bartel  on  findings  that  complainants' 
allegations  of  the  insufficiency  and  unsuitableness  of  the  cars 
maintained  and  furnished  by  the  defendant  for  its  Superior  di- 
vision log  traffic  were  not  sustained,  that  the  'record  afforded 
no  basis  for  finding  that  defendant's  methods  of  distributing 
flat  cars  on  its  Superior  division  for  log  loading  during  car 
shortage  periods  were  improper  or  otherwise  inadequate,  and 
that  the  complainants'  request  to  be  relieved  of  the  expense  of 
staking  and  wiring  such  cars  be  denied. 

The  complainants  were  the  Norton  Lumber  Company,  the 
Thompson-Wells  Lumber  Company,  the  Sawyer-Goodman  Com- 
pany, the  J.  W.  Wells  Lumber  Company,  Porterfield,  Ellis  &  Co. 
and  the  Below  Sawmill  Company.  With  the  exception  of  Por- 
terfield, Ellis  &  Co.,  which  is  a  co-partnership,  the  complainants 
are  corporations  engaged  in  the  manufacture  and  production 
of  logs,  lumber  and  other  forest  products  in  Michigan  and  Wis- 
consin, particularly  on  the  northern  peninsula  of  Michigan. 
They  alleged  that  the  defendant  failed  and  neglected  to  maintain 
and  furnish,  upon  reasonable  requests  therefor,  sufficient  and 
suitable  transportation,  including  an  adequate  supply  of  cars  for 
safe  and  economical  loading,  transportation  and  unloading  of 
logs  for  shipment  from  points  on  defendant's  Superior  division 
to  various  lumber  manufacuring  points  in  Michigan  and  Wis- 
consin; that  defendant  failed  to  maintain  and  apply  consistent 
and  otherwise  efficient  rules  and  methods  for  handling  its  Su- 
perior division  log  traffic,  including  distribution  of  empty  cars 
among  competing  log  shippers. 

The  complaint  did  not  cover  any  specific  period,  the  ex- 
aminer said,  but  it  was  alleged  that  during  1920  defendant's 
supply  of  cars  became  wholly  inadequate,  and  that  the  evidence 
related  principally  to  the  conditions  existing  during  that  year. 
The  Superior  division  of  the  defendant's  lines  is  that  portion 
extending  northward  from  Milwaukee,  Wis.,  through  Green  Bay, 
Wis.,  and  Channing,  Mich.,  and  including  the  branch  line  ex- 
tending from  Ellis  Junction,  Mich.,  to  Marinette,  Wis.,  and 
Menominee,  Mich.,  and  the  line  extending  north  and  west  of 
Channing  to  Ontonagon,  Mich.,  as  well  as  the  line  from  Onton- 
agon  west  and  south,  known  as  the  White  Pine  extension,  or 
Tolfree  branch. 

The  examiner  said  that  while  the  complainants  urged  that 
the  defendant  should  maintain  sufficient  cars  on  the  division, 
they  were  not  in  accord  with  respect  to  paying  demurrage 
should  the  defendant  comply  with  their  requests  and  the  cars 
be  delayed  more  than  48  hour's.  One  was  agreeable,  he  said, 
but  another  expressed  the  view  that  this  would  not  be  a  fair 
proposition  for  the  carrier.  He  said: 

One  of  the  difficulties  encountered  by  defendant  in  determining 
the  number  of  cars  ordinarily  required  is  illustrated  by  the  orders 
placed  by  the  Thompson- Wells  Lumber  Company  during  November 
and  December,  1920.  and  January,  1921,  for  268,  4  and  320  cars  re- 
spectively. Complainants  urge  that  the  defendant  should  at  all  times 
be  in  position  to  meet  just  such  situations.  They  assert  that  the 
defendant  should  have  some  knowledge  of  what  they  intend  to  ship, 
hut  it  Is  clear  that  such  knowledge  could  not  be  based  on  past  per- 
formance of  this  character. 

It  was  the  admitted  practice  of  the  complainants  during  this 
period  (summer  of  1920)  and  other  periods  of  car  shortage,  and  is 
understood  to  be  the  general  practice  in  this  territory,  to  order  ap- 
proximately twice  as  many  cars  as  were  required;  thus,  whenever 


defendant  had  a  50  per  cent  car  supply  complainants  would  be  more 
likely  to  receive  the  number  of  cars  which  they  actually  needed. 
Obviously  a  request  for  twice  as  many  cars  as  are  required  cannot  be 
considered  a  reasonable  one.  and  it  would  be  difficult  to  determine  to 
what  extent,  if  any,  the  defendant  failed  to  maintain  sufficient  cars  on 
its  Superior  division  to  meet  reasonable  demands.  The  complainants 
failed  to  present  any  definite  basis  upon  which  to  determine  the  num- 
ber of  cars  the  defendant  should  maintain  in  the  future  on  the 
division  herein  considered.  In  fact,  they  consider  only  the  needs  of 
the  large  shippers. 

The  attitude  of  complainants  concerning  the  distribution  of  cars  is 
exceedingly  indefinite.  The  question  was  the  subject  of  considerable 
criticism  and  discussion  at  the  hearing.  The  particular  complant 
seems  to  be  that  the  defendant  has  no  defined  rule  covering  the  dis- 
tribution of  logging  cars.  Defendant  asserts  that  its  method  of  car 
distribution  has  been  developed  out  of  years  of  experience,  with  the 
object  of  treating  all  shippers  equitably,  and  that  its  chief  train  dis- 
patcher during  this  period  distributed  cars  to  the  best  of  his  ability, 
upon  requests  submitted  to  him  as  to  the  shippers'  requirements, 
with  the  view  not  only  of  keeping  the  various  loggers  supplied  with  a 
few  cars  each,  but  also  of  keeping  cars  moving  to  mills  dependent  upon 
logs  from  that  division.  All  parties  agree  that  in  the  final  analysis  the 
distribution  of  cars  during  car  shortage  periods  must  be  left  to  the 
discretion  of  some  one  person.  Complainants  offer  no  suggestion 
which  in  their  opinion  will  be  an  improvement  over  present  methods." 

As  to  the  complainants  being  relieved  of  the  expense  of 
staking  and  wiring  cars,  the  examiner  said: 

The  record  shows  that  log  shippers  on  other  lines  in  this  territory 
are  required  to  stake  and  wire  the  loads,  except  on  some  few  private 
cars  which  are  equipped  with  patented  stakes. 

In  conclusion,  he  said: 

Complainants  contend  that  the  cars  furnished  by  the  defendant  are 
a  mixed  lot.  some  wooden  and  some  steel,  old,  in  poor  condition,  of 
varying  lengths  and  capacities,  and  unsuitable  for  the  loading,  trans- 
portation and  xmloading  of  logs,  and  that  in  a  number  of  instances 
it  has  been  necessary  to  make  repairs  before  the  cars  could  be  used. 
The  defendant  asserts  that  these  cars  are  the  same  type  as  those 
furnished  by  other  lines  for  log  loading  in  this  territory;  that  they  are 
not  of  uniform  length  or  height,  but  this  is  not  a  condition  peculiar 
to  any  class  of  railroad  equipment,  and  that  flat  cars  are  used  for 
many  other  kinds  of  traffic  which  also  require  appliances  of  various 
kinds  to  hold  the  loads  in  place.  In  1913  defendant  had  2,479  flat  cars 
available  for  general  service,  while  in  1921  it  had  5,578.  which  repre- 
sents a  greater  increase  than  in  any  other  class  of  its  equipment. 
This  increase  is  not  reflected  to  any  great  extent  in  the  flat  car 
equipment  available  on  the  Superior  Division. 

Defendant  shows  that  8,205  car  days  were  lost  during  the  period, 
September,  1919.  to  December,  1920,  by  delay  in  unloading  logs  on  its 
line  by  various  consignees,  the  majority  of  which  are  parties  to  this 
complaint.  In  compiling  these  figures  24  hours  is  allowed  as  a  reason- 
able time  for  unloading.  Complainants  refer  to  the  fact  that  48  hours' 
free  time  is  allowed  for  unloading  under  the  demurrage  rules,  and  that 
if  defendant's  computation  were  based  on  that  period  the  figures 
would  be  cut  in  half.  Further,  that  they  ordinarily  unload  cars  in  a 
day,  and  sometimes  within  six  or  eight  hours. 


RATES  ON    IRON   PIPE  FITTINGS 

On  further  hearing  in  61  I.  C.  C.  33,  Examiner  C.  I.  Kep- 
hart,  in  a  tentative  report  on  No.  10771,  United  Iron  Works  Co. 
vs.  Director-General,  as  agent,  Santa  Fe  et  al.,  proposes  that  the 
Commission  deny  fourth  section  relief  at  Houston-Galveston  points 
on  carload  shipments  of  iron  pipe  fittings  at  commodity  rates, 
from  Okmulgee,  Okla.,  but  that  relief  be  granted,  to  the  extent 
of  "13.5  cents  per  100  pounds,  on  shipments  from  Kansas  City 
and  St.  Louis,  Mo.,  Peoria  and  Chicago,  111.,  Pittsburgh,  Pa.,  Bir- 
mingham, Ala.,  and  other  points  of  origin  north  of  the  Mis- 
souri River  and  east  of  the  Mississippi  River  through  Vicks- 
burg, Miss.,  and  other  Mississippi  River  crossings  north  thereof. 
The  report  also  embraces  the  dockets  enumerated  in  the  original 
opinion,  61  I.  C.  C.  33. 
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GENERAL  RATE   INQUIRY 

Tht  Traffic  World  Washington  Bureau 

In  behalf  of  the  Western  Pine  Manufacturers'  Association, 
the  California  White  and  Sugar  Pine  Manufacturers'  Associa- 
tion, the  California  Redwood  Association,  the  California  Pine 
Box  Distributors'  Association,  and  the  Northern  Pine  Manu- 
facturers' Association,  Donald  D.  Conn  suggested  that  if  rates 
could  be  reduced  in  this  proceeding,  they  be  made  upon  these 
specific  commodities  which  would  cause  the  re-employment  of 
men,  rehabilitate  industry,  and  reduce  the  cost  of  living.  West- 
ern lumber,  he  said,  was  such  a  specific  commodity. 

A  percentage  decrease  upon  all  classes  and  commodities. 
Mr.  Conn  said,  should  not  be  made  in  this  proceeding  because 
it  would  fail  in  giving  adequate  relief  to  basic  commodities, 
and  would  injure  the  carriers  without  giving  corresponding 
relief  to  the  public.  He  said  the  associations  which  he  repre- 
sented In  this  proceeding  and  inaugurated  the  policy  of  direct 
negotiations  with  the  carriers  for  rate  readjustments,  because 
they  deemed  their  Interests  and  those  of  the  carriers  to  be 
mutual,  and  that  neither  could  prosper  unless  the  other  also 
pros  pen. 

In  view  of  the  fact  that  western  lumber,  as  he  thought, 
must  necessarily  be  marketed  east  of  the  Mississippi  River  and, 
north  of  the  Ohio,  rates  must  be  so  made  that  the  traffic  will 
move  freely. 

\\  egtern  lumbermen  are  willing."  said  he,  "to  contribute  a 
fair  share  toward  the  revenues  of  the  carriers  and  believe  that 
rates  and  operation  should  be  so  adjusted  as  to  bring  to  them 
revenue  to  maintain  their  property  In  serviceable  condition, 
establish  credit,  invite  the  necessary  capital,  pay  fixed*  charges, 
and  make  a  fair  return  upon  sound  capitalisation." 

Mr.  Conn  throughout  his  testimony  discussed  the  situation 
in  a  vein  sympathetic  with  the  difficulties  of  the  railroads,  al- 
though asserting  that  under  the  present  freight  rates  It  costs 
more  to  transport  many  grades  of  lumber  from  the  mill  to  the 
er  than  it  costs  the  mill  to  produce  the  lumber.  Lumber 
u,  be  Mid.  appreciated  that  the  freight  rate  was  only  one  of 
a  number  of  elements  which  had  brought  about  the  widespread 
economic  depression.  They  were  not  willing,  he  said,  to  sub- 
scribe to  the  idea  that  a  substantial  decrease  in  freight  rates 
alone  would  result  In  bringing  prosperity. 

"In  the  deflation  process,  however."  he  said,  "it  seems  il- 
logical for  the  prices  of  all  manufactured  goods  and  farm  prod- 
ucts to  be  on  the  decline  while  the  general  average  of  freight 
rates  remains  at  the  highest  point  reached  during  the  most 
abnormal  conditions  In  the  world's  history." 

Private  Industry,  he  said,  had  been  able  to  reduce  wages  and 
other  operating  costs  but  that  the  railroads  were  unable  on 
account  of  the  many  laws  restraining  them  to  make  reduc- 
tions In  the  wages  of  railroad  labor  and  the  laws  keep  them 
above  the  level  of  wages  in  surrounding  Industries. 

"Industry  cannot  hope  for  substantial  reductions'  In  freight 
rates  until  the  railroads  are  given  a  larger  measure  of  control 
over  their  own  cost*  Including  wages  paid  to  their  labor.  We 
seem  to  be  paying  the  high  tansportatlon  costs  due  to  economic 
forces  as  well  as  to  governmental  action,"  be  said. 

A  tea  per  cent  reduction  In  rates  on  pulp  wood,  especially 
In  the  eastern  district,  was  advocated  by  C.  H.  Tiffany  for  the 
New  England  Paper  £  Pulp  Traffic  Association,  and  A.  H. 
Campbell,  traffic  manager  for  the  International  Paper  Company. 
They  asked  a  reduction  to  match  the  reduction  made  by  the 
Canadian  railroad  commissioners  in  the  rates  on  eastern  Canad- 
ian railroads  effective  December  1.  last  Mr.  Tiffany  said  the 
effect  of  the  reduction  in  Canada  was  that  sulphite  pulp  from 
Canada  could  be  laid  down  In  Maine  for  15  per  cent  less  than 
the  American  product  could  be  supplied.  The  use  of  foreign 
pulp,  the  witness  said,  caused  American  railroads  to  lose  the  . 
revenue  that  would  accrue  to  them  from  the  carriage  of  raw 
materials  to  the  American  pulp  mills.  The  result  of  maladjust- 
ments of  rates.  Mr.  Tiffany  said,  when  added  to  other  factors. 
was  the  closing  of  pulp  mills  In  the  United  States. 

He  said  that  rates  from  the  United  States  into  Canada  and 
In  the  reverse  direction  should  also  be  brought  down.  He  said 
that  some  International  rates  on  pulp  wood  were  higher  than 
rates  on  dimension  timber. 

Mr.  Campbell  said  that  the  freight  rates  now  are  enormously 
higher  than  the  value  of  the  pulp  wood  at  points  of  origin.  He 
quoted  some  of  them  as  being  185  and  285  per  cent  of  the  price 
of  the  product  to  be  hauled. 

"The  newsprint  Industry  In  the  eastern  part  of  the  country 
In  In  a  deplorable  condition."  he  said.  There  may  be  doubt  as 
to  whether  you  can  cut  pulp  wood  rates,  but  If  you  cut  the 
rates  on  coal  we  can  use  more  coal  and  If  we  can  do  that  we  can 
sell  more  paper  and  If  we  sell  more  paper  we  can  use  more 
pulp  wood." 

"It's  true  a*  to  this  Industry,  a*  In  others,  that  everybody 
to  be  holding  back.  Isn't  It?"  asked  Wilbur  La  Roe,  Jr.. 
attorney  for  the  paper  and  pulp  Interests.  The  witness  said 
that  that  was  a  fact  and  that  the  result  was  an  before  Indicated. 

O.  L.  Tlllery.  of  Philadelphia,  who  manages  the  traffic  affairs 


of  the  Hebbard  Cypress  Company,  of  Waycroft,  Ga.,  said  that  he 
had  reduced  his  testimony  in  behalf  of  lower  freight  rates  to 
one  exhibit  consisting  of  50  pages.  Inasmuch  as  he  had  been 
given  only  ten  minutes  in  which  to  say  all  that  he  desired  to 
say  and  as  his  desire  seemed  to  be  to  read  the  50  pages.  Com- 
missioner Hall  said  that  a  reccess  would  be  taken  until  the 
morning.  In  the  meantime,  he  said,  the  attorneys  for  the  rail- 
roads could  read  the  reduced  testimony  and  see  how  much 
of  it  they  considered  admissible  in  view  of  the  fact  that  some 
of  it  was  taken  from  other  cases  and  that  part  of  it  consisted 
of  a  long  letter  the  witness  had  written  to  the  Georgia  rail- 
road commissioners  telling  them  why  there  were  conflicts  be- 
twen  state  and  interstate  rates. 

Abolition  of  the  increases  under  Ex  Parte  74,  A.  C.  Dixon, 
representing  Pacific  Coast  lumber  Interests,  told  the  Commis- 
sion at  the  morning  session,  Jan.  27,  would  stimulate  the  lum- 
ber business  for  that  part  of  the  country  and  benefit  the  rail- 
roads as  well.  His  language  was  not,  in  words,  for  the  com- 
plete elimination  of  the  advances  made  in  August,  1920;  but  if 
the  carriers  did  what  he  suggested,  the  effect  would  be  the  cut- 
ing  of  the  rates  back  to  those  in  effect  prior  to  Ex  Parte  74. 
His  specific  recommendation,  made  in  answer  to  questions  by 
Commissioner  Hall,  was  for  a  rate  of  60  cents  to  Chicago,  with 
corresponding  reductions  to  Omaha  and  St.  Paul,  and  a  rate  of 
75  cents  to  New  York. 

The  whole  of  the  morning  session  of  that  day  was  given 
over  to  the  west  coast  section  of  the  industry,  with  Mr.  Dixon, 
of  the  Booth-Kelly  Co.,  Eugene,  Ore.,  as  the  witness  In  behalf 
of  the.  West  Coast  Lumbermen's  Association,  the  Willamette 
Valley'  Lumbermen's  Association  and  the  Portland  Traffic  & 
Transportation  Association.  Mr.  Dixon  related  a  tale  of  misery 
for  the  lumbermen  in  that  part  of  the  country,  with  sales  of 
lumber  at  lens  than  the  cost  of  production.  Every  month  of 
1921.  he  said,  showed  a  loss,  a  typical  one  being  that  of  Novem- 
ber, when  the  average  sale  price  was  $19.69  per  1,000  feet  and 
the  cost  $20.40.  He  said  that  every  item  of  cost  under  the  con- 
trol of  the  lumbermen  had  been  cut.  The  basic  wage,  he  said, 
of  $5  for  an  8-hour  day  Just  befofe  the  advance  In  freight  rates 
In  1920,  had  been  cut  to  $3  at  the  present  time. 

While  the  water  lines  have  captured  a  large  percentage  of 
the  business  and  while  there  was  more  building  In  1921  than  in 
1920,  he  said,  those  facts  were  not  of  any  benefit  to  the  fir  lum- 
ber Industry.  In  1920,  he  said,  shipments  by  water  were  49,- 
000.000  feet  as  against  18,000,000  feet  shipped  by  this  route  in 
11  months  of  1921. 

High  freight  rates.  Joseph  N.  Teal,  of  Portland,  Ore.,  attor- 
ney for  the  west  coast  lumbermen,  n^Id  constituted  a  crushing 
burden  upon  that  section  of  the  industry,  by  way  of  Introduction 
for  the  testimony  of  Mr.  Dixon.  Mr.  Teal  was  allowed  two  and 
one-half  hours  to  present  the  facts  upon  which  the  west  coast 
Industry  was  basing  Its  claims  for  rates  to  typical  destinations, 
which.  If  established,  would  result  In  the  elimination  of  Ex 
Parte  74. 

To  Illustrate  the  course  of  prices  and  of  freight  rates,  Mr. 
Teal's  witness  said  that  the  average  price  of  lumber  at  the  mill* 
on  March  1.  1920,  was  $42.60.  while  the  freight  rate  to  Chicago 
was  60  cents  per  100  pounds.  The  average  price  at  the  mills 
on  Sept.  1  of  that  year,  a  few  days  after  Ex  Parte  74  rates  be- 
came operative,  was  $34.36.  and  the  freight  rate  to  Chicago  80 
cents.  The  average  price  at  the  mills  April  1.  1921.  was  $19.60 
and  the  freight  rate  to  Chicago  was  73  cents.  The  average 
price  on  Dec.  1,  1921,  was  $17.75  and  the  freight  rate  to  Chicago 
73  cents.  On  that  day,  the  witness  said,  the  freight  on  1,000  feet 
of  lumber  from  the  west  coast  to  Chicago  was  greater  than  the 
price  realised  by  the  lumbermen. 

Just  before  Mr.  Dixon  took  the  stand.  G.  L.  Tlllery,  for  the 
Hebbard  Cypress  Co.,  was  allowed  to  put  his  exhibit  of  60  type 
written  pages  and  some  diagrams  into  the  record  on  condition 
ttttt  he  furnish  copies  enough  to  meet  the  demands  of  others 
In  the  case.  The  railroad  attorneys  did  not  object  to  the  Inclu- 
sion In  that  exhibit  of  testimony  taken  in  other  cases  and  a 
letter  written  by  the  witness  to  the  railroad  commissioners  of 
Georgia. 

Lumbermen  completed  the  presentation  of  ther  views  at 
the  afternoon  session.  January  27.  the  west  coast  men  contin- 
uing their  efforts  to  show  that  there  could  be  no  satisfactory 
solution  of  the  nation's  housing  problem  or  a  return  to  normal 
buftlneM  conditions  until  railroad  freight  charges  were  brought 
down,  as  Indicated  by  them,  to  the  basis  of  75  cents  from  the 
west  coast  to  New  York  and  60  cents  to  Chicago.  The  southern 
lumbermen  undertook  to  prove  that  they  needed  a  reduction  of 
18  per  cent  In  their  rates  to  put  them  on  a  proper  competitive 
basis  In  relation  to  rates  from  the  Pacific  coast 

J.  H.  Bloedell  of  Belllngham.  Wash.,  concurred  in  what  A.  C. 
Dixon  had  said  earlier  In  the  day.  R.  H.  Burnslde,  president  of 
the  Wallapa  Lumber  Company,  also  agreed  with  Mr.  Dixon.  He 
said  that  a  very  large  percentage  of  their  movement  is  now  by 
water  through  the  Panama  Canal. 

A.  G.  T.  Moore  for  the  Southern  Pine  Association  was  posi- 
tive In  his  ansertlon  that  It  would  take  an  18  per  cent  reduction 
to  put  the  southern  pine  men  on  an  equality  with  the  west 
coast.  Reductions  on  southern  pine,  he  said,  should  be  In  the 
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same  proportion  as  on  other  wood.  The  carriers  had  never  made 
a  distinction  between  hard  and  soft  woods,  he  said,  so  that  if 
they  followed  their  invariable  practice  they  would  reduce  the 
rates  on  pine  by  the  same  amounts  that  the  Commission  di- 
rected the  carriers  to  take  off  the  rates  on  hardwood.  Such 
reductions,  however,  would  not  restore  the  southern  pine  to  its 
proper  competitive  relationship,  he  said.  At  present,  he  said, 
southern  pine  is  bearing  a  greater  advance  in  cents  per  hundred 
pounds  than  the  western  lumber.  For  the  purpose  of  illustra- 
tion, he  said,  Alexandria,  La.,  is  paying  an  advance  of  1  :i '  i-  cents 
per  100  pounds  in  comparison  with  rates  prior  to  August  26, 1920, 
while  the  west  coast  is  paying  an  advance  of  only  10  cents  per 
100  pounds.  He  said  that  southern  pine  men  did  not  acknowl- 
edge that  the  advance  of  1920  was  a  proper  one,  but  merely 
used  it  for  comparative  purposes  to  show  that  their  western 
competitors  have  been  treated  with  greater  consideration  since 
Ex  Parte  74  advances  were  made  than  they  have  been. 

"We  think  there  should  be  an  immediate  reduction  on  hard- 
wood from  the  southern  states,  and  there  is  no  reason  for  any 
disparity  in  the  rates  on  the  two  kinds  of  Wood,"  said  Mr.  Moore. 
His  declaration  on  that  point  was  taken  as  a  comment  on  re- 
ports that  had  come  to  Washington  to  the  effect  that  the  rail- 
roads would  probably  not  be  able  to  prepare  their  tariffs,  mak- 
ing reductions  on  hardwood  in  compliance  with  the  Commis- 
sion's order,  by  the  time  set  in  that  order. 

Mr.  Moore  submitted  exhibits  on  the  weights  of  Douglas  fir 
and  southern  pine,  intended  to  show  that  southern  pine  is  600 ' 
pounds  per  thousand  feet  heavier  than  fir.  He  said  that  the 
purpose  of  the  comparison  was  to  show  that  if  distance  was  to 
be  largely  disregarded  in  the  making  of  rates  from  the  west,  as 
suggested  by  the  western  men,  then  the  Commission  should  give 
greater  importance  to  the  difference  in  their  weights,  if  the 
Commission  desired  tff  give  any  attention  whatever  to  com- 
mercial competition  as  a  factor  in  rate  making. 

J.  N.  Teal,  attorney  for  the  western  lumbermen,  subjected 
Mr.  Moore  to  a  cross-examination  of  considerable  length  with  a 
view,  it  appeared,  to  emphasizing  the  fact  that  short  leaf  pine 
from  the  south  is  considerably  lighter  than  long  leaf  yellow 
pine  and  that  in  making  up  his  exhibits  of  weights  Mr.  Moore 
had  not  given  due  weight  to  that  fact.  He  pointed  out  in  his 
questions,  that  on  certain  finished  products  the  weight  of  Douglas 
fir  per  thousand  feet  is  greater  than  the  weight  of  the  product 
from  the  southern  yellow  pine  mills.  He  wanted  to  know 
whether  Mr.  Moore  desired  the  specific  gravity  test  for  the 
making  of  rates  to  be  applied  in  all  instances,  or  only  in  those 
in  which  the  difference  in  weight  favored  the  southern  product. 
"I'm  not  asking  for  the  application  of  specific  gravity  in  the 
making  of  rates,"  said  the  witness.  "All  I'm  asking  is  that,  if 
distance  is  to  be  disregarded  to  a  large  extent,  then  that  con- 
sideration be  given  to  the  difference  in  weight." 

J.  S.  Farrish,  for  the  Georgia-Florida  Saw  Mill  Association, 
said  that  prices  were  back  to  or  below  pre-war  and  that  the  mem- 
bers of  that  association  believed  high  freight  rates  were  the 
chief  cause  for  the  prostration  in  the  lumber  industry.  He  said 
that  a  large  percentage  of  lumber  was  going  north  by  water,  hut 
he  was  not  able  to  make  an  estimate  of  the  percentage.  He  said, 
however,  that  in  October  9,000,000  feet  were  sent  north  by  water 
and  in  November  18,000,000  feet.  Lumbermen,  he  said,  preferred 
to  ship  all-rail,  but  the  difference  in  rates  now  was  so  great 
that  they  must  use  the  carriers  by  water.  Answering  questions 
by  Commissioner  Lewis,  Mr.  Farrish  said  that  common  labor 
in  the  southern  mills  was  now  receiving  $1.50  per  day  and  could 
be  had  for  $1.25  if  the  mill  men  had  the  heart  to  make  deeper 
cuts.  In  the  war  period,  he  said,  common  labor  was  paid  from 
2.50  to  $3.50  per  day  in  comparison  with  90  cents  and  $1.00  in 
1914.  The  peak  in  prices  of  their  product,  he  said,  was  reached 
in  1920  when  the  highest  grades  went  as  high  as  $110  per 
thousand.  The  highest  in  1921,  he  said,  was  $57.  Common  lum- 
ber in  1920  averaged  $20.95  and  in  1921,  $18.  His  complaint 
against  high  freight  rates  was  that  they  kept  the  common  lum- 
ber from  moving.  As  to  all-water  rates,  he  said  that  by  steamer 
on  the  regular  lines  the  rate  was  about  $10  per  thousand  feet 
and  by  schooner  $6.50  per  thousand  feet,  while  the  freight  rate 
from  Jacksonville  to  New  York  was  43.5  cents  per  hundred,  a 
thousand  feet  of  green  rough  lumber  weighing  4,500  pounds. 

W.  S.  Harlan,  of  Lockhart,  Ala.,  said  that  he  could  not  get 
cost  for  low  grade  stock  at  present.  Therefore  lumbermen,  he 
said,  were  compelled  to  leave  much  of  what  they  cut  in  the 
woods.  He  said  that  common  labor  in  his  part  of  the  country 
was  $1.75  now  instead  of  $3.50  in  war  days.  Forty  miles  from 
Lockhart,  he  said,  common  labor  was  being  paid  $1.25  per  day  of 
ten  hours. 

"What's  railroad  labor  receiving  in  your  part  of  the  coun- 
try?" asked  Commissioner  Lewis. 

"Thirty-eight  cents  an  hour  for  an  eight-hour  day,  I  think," 
said  the  witness. 

"Is  it  as  good  as  yours?" 

"Not  nearly  so  good  as  ours,"  said  Mr.  Harlan. 
The  witness  did  not  care  to  make  a  definite  recommenda 
tion  with  regard  to  railroad  rates  because,  he  said,  he  did  not 
know  the  business  of  the  railroad  man. 

"I  don't  know  whether  a  reduction  of  the  railroad  rates  in 


advance  of  the  settlement  of  labor  conditions  in  the  north  would 
do  us  much  good,  even  if  we  went  back  to  rates  that  were  in 
effect  during  the  early  part  of  1918.  I  am  inclined  to  think, 
however,  that  if  I  were  in  their  situation  I  would  take  off  the 
last  general  advance.  If  I  were  operating  the  railroads  I  would 
make  rates  that  would  get  the  business." 

Charles  Hill,  speaking  for  A.  C.  Tuxbury  Lumber  Company 
and  as  general  sales  manager  for  the  Southern  Sales  Corpora- 
tion, said  that  the  railroads,  under  existing  rates,  were  taking 
72  per  cent  of  what  lumbermen  were  realizing  on  the  sales  of 
low  grade  lumber.  Low  water  rates,  he  said,  had  saved  the  life 
of  the  industry.  The  freight  rates,  he  said,  on  all  classes  of 
lumber  amounted  to  48  per  cent  of  the  gross  amount  of  the 
invoice.  Competition,  he  said,  was  coming  from  the  west  by 
both  water  and  rail. 

W.  J.  Strobel,  traffic  manager  for  the  North  Carolina  Pine 
Association,  which  handles  short  leaf  yellow  pine,  also  put  in 
statistics  as  to  prices  and  rates  and  expressed  the  belief  that  the 
southern  carriers  would  reduce  rates  on  soft  wood  the  same 
degree  as  hardwood,  but  that  that  would  not  be  enough. 

Rates   on    Fertilizer 

A  25  per  cent  reduction  in  rates  on  fertilizer  and  fertilizer 
materials  was  advocated  by  Charles  McDowell,  speaking  for  the 
National  Fertilizer  Association  and  the  Armour  Fertilizer  Works, 
and  W.  W.  Manker,  assistant  traffic  manager  for  the  Armour 
interests,  and  others,  January  28.  Mr.  McDowell  said  that  freight 
rates  were  not  much  felt  during  the  war  period  but  that  since 
the  bottom  fell  out  of  the  agricultural  products  market  the 
freight  rates  had  become  a  matter  of  prime  importance.  The 
freight  rate  now  is  about  35  per  cent  of  the  delivered  price  of  the 
fertilizer.  He  contended  that  fertilizer  should  be  sold  at  low 
prices  so  as  to  stimulate  production.  Fertilizer  manufacturers, 
he  said,  had  suffered  enormous  losses. 

"We  feel  the  railroads  have  not  done  their  share  to  bring 
down  prices  to  a  point  at  which  farmers  can  buy  and  the  farmers 
are  very  sore  about  prices,"  said  Mr.  McDowell.  A  25  per  cent 
reduction  in  the  rates  on  fertilizer  and  fertilizer  materials,  he 
estimated,  would  cause  a  saving  of  $2.50  per  ton  in  the  price 
of  commercial  fertilizer.  He  took  issue  with  C.  R.  Capps,  one 
of  the  railroad  witnesses,  that  the  marketing  of  fertilizer  was 
chiefly  a  matter  of  credit.  But  if  it  were  a  matter  of  credit, 
he  said,  the  fertilizer  manufacturers  were  meeting  that  difficulty 
by  making  arrangements  to  sell  their  products  on  consignment. 
They  were  doing  that,  he  said,  because  the  merchants  were  dis- 
couraged and  were  not  ordering  fertilizer.  The  manufacturers, 
he  said,  were  establishing  prices  at  which  their  product  was  to 
be  sold  to  the  farmer. 

Commissioner  Hall  wanted  to  know  what  increase  in  ton- 
nage would  be  necessary  to  make  up  the  prospective  loss  to  the 
gross  and  net  income  of  the  railroads.  The  witness  said  that 
he  did  not  know. 

"In  connection  with  this  request,"  said  Paul  E.  Blanchard, 
attorney  in  charge  of  the  introduction  of  testimony  for  the 
fertilizer  manufacturers,  "we  are  proposing  to  increase  the  mini- 
mum weight  from  30,000  to  40,000  pounds  so  that  the  return 
per  car  on  the  minimum  load  will  be  the  same  as  at  present." 

Mr.  McDowell  said  that  wages  in  the  fertilizer  factories  of 
the  South  were  back  to  pre-war,  but  that  in  the  north  they  had 
gone  only  part  way.  Coal  and  labor,  he  said,  however,  consti- 
tuted only  relatively  small  items  in  the  cost  of  producing  ferti- 
lizer. Raw  materials,  he  said,  represented  about  65  per  cent 
of  the  cost  of  the  products,  and  therefore,  reductions  on  ferti- 
lizer materials  would  be  more  important  to  the  manufacturer 
of  fertilizers  than  reductions  in  coal.  Prices  of  raw  material, 
he  said,  were  about  back  to  the  pre-war  basis.  Such  materials 
as  can  be  brought  to  the  factories  at  the  ports  are  moving  at 
comparatively  low  rates,  but  the  cost  of  moving  phosphate  rock 
to  interior  factories  was  very  high  because  of  the  freight  rates, 
he  said. 

"German  and  French  potash  costs  the  same  as  pre-war.  The 
German  farmer,  however,  pays  only  500  marks  per  ton  for  potash, 
while  we  pay  5,300  marks,"  said  Mr.  McDowell. 

"Why  don't  you  buy  at  500  marks?"  asked  Commissioner 
Hall. 

"The  Germans  won't  sell  to  us  for  that,  nor  the  French." 

Mr.  Manker  put  in  elaborate  rate  studies  and  data  concern 
ing  the  results  of  the  use  of  fertilizer  in  increasing  the  yield. 
His  idea  was  that  the  25  per  cent  reduction  in  freight  rates,  the 
one-third  increase  in  the  minimum  weight,  and  the  increased 
yield  that  would  be  obtained  from  the  larger  use  of  fertilizer 
would  have  a  net  effect  of  not  reducing  the  revenues  of  the 
railroads  at  all. 

The  specific  recommendation  was  for  commodity  rates  in 
Central  Freight  Association  territory  on  fertilizers  and  fertilizer 
materials  at  75  per  cent  of  sixth  class.  He  said  the  railroads 
in  Central  Freight  Association  territory  and  most  of  Western 
Classification  territory  ought  to  come  to  the  conclusion  that 
fertilizers  and  fertilizer  materials  needed  comparatively  low 
commodity  rates  on  account  of  what  they  do  in  increasing  the 
quantity  of  agricultural  products  to  be  transported.  He  said  that 
in  six  years  the  sixth  class  rate  in  Central  Freight  Association 
territory  had  increased  120  per  cent,  hence  the  suggestion  that 
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fertilizers  and  fertilizer  materials  be  put  on  a  commodity  basis 
as.  be  said,  the  railroads  in  the  South  and  Southwest  had  been 
doing  for  many  years.  Manker  said  that  the  fertilizer  manu- 
facturers could  not  stand  another  year  as  bad  as  the  last  one 
they  had;  and  that  they  would  go  out  of  business  should  they 
have  another  such. 

Commissioner  Aitchison  asked  questions  indicating  incred- 
ulity. One  of  them  was  as  to  what  the  big  packers  would  do 
with  their  tankage. 

"Some  of  it  would  be  screened  for  material  out  of  which  to 
make  meat  meal  for  hogs  and  the  rest  would  be  dumped,"  said 
Manker.  Mr.  Aitchison  suggested  that  the  packers  would  have 
to  remain  in  the  fertilizer  business  because  that  was  the  cheapest 
way  for  them  to  dispose  of  their  waste  materials. 

"I  don't  se«  how  they  can  be  compelled  to  stay  in  the  busi- 
ness," said  Manker.  "I'll  say,  however,  I  believe  the  company 
for  which  I  am  working  will  go  the  limit  to  stay  in  the  business." 

H.  R.  Bates,  of  Atlanta,  for  the  International  Agricultural 
Corporation,  as  the  manager  of  its  manufacturing  processes, 
went  into  the  chemistry  of  the  production  of  various  kinds  of 
fertilizers  to  show  why  there  should  be  a  25  per  cent  reduction 
in  the  rates  on  the  raw  material. 

Prof.  J.  N.  Harper,  in  charge  of  the  soil  department  of  the 
Southern  Fertiliser  Association,  testified  as  to  the  great  im- 
portance of  the  use  of  fertilizers  as  shown  by  the  results.  He 
said  that  farm  labor  had  been  reduced  to  pre-war  basis  and  that 
prices  of  farm  products  were  such  that  the  farmer  could  not  af- 
ford to  pay  the  high  prices  of  materials  used  by  him,  caused.  In 
part,  by  the  high  freight  rates. 

J.  W.  White,  for  the  International  Agricultural  Corporation, 
said  that  a  substantial  reduction  of  about  20  per  cent  should  be 
made  in  the  south.  Instead  of  the  railroads  thinking  of  reduc- 
tion, be  said.  It  was  reported  that  a  well  defined  move  was  afoot 
to  raise  the  rates  on  fertilizer  materials  In  the  south. 

Phosphate  rock  tonnage  declined  sharply  when  the  advances 
permitted  by  Ex  Parte  74  went  Into  effect,  he  said,  because  the 
farmers  would  not  pay  the  high  rates.  He  said  the  railroads 
had  granted  relief  In  a  number  of  instances. 

J.  R.  Bent,  director  of  the  phosphate  rock  activities  of  the 
Illinois  Agricultural  Association,  said  that  raw  phosphate  rock 
is  one  of  the  fertilizer  materials  Illinois  has  been  using  more 
generally  than  any  other.  That  resulted  from  the  efforts  of  the 
University  of  Illinois.  He  asked  for  material  reductions  and 
said  he  hoped  there  would  be  no  unfavorable  or  Inadequate  ac- 
tion. He  said  the  price,  f.  o.  b.  mines.  In  Tennessee,  prior  to 
Ex  Parte  74  was  $8  per  ton  and  the  freight  (4.49.  Now  the  price 
is  $5  and  the  freight  $5.985,  the  prices  and  freight  being  aver- 
aged. 

"Fanners  cannot  and  will  not  stand  such  maladjustment," 
said  Mr.  Bent.  "The  result  of  the  high  rates  la  that  the  crashed 
phosphate  rock  Industry  In  Tennessee  Is  being  killed  and  the 
farming  community  Is  being  deprived  of  what  It  has  been  taught, 
during  the  last  twenty  yeara,  to  use." 

T.  A.  Boseley,  traffic  manager  for  the  Virginia-Carolina 
Chemical  Company,  and  a  member  of  the  traffic  committee  of  the 
National  Fertilizer  Association,  asked  for  a  25  per  cent  reduc- 
tion In  Eastern  Trunk  Line  territory,  by  means  of  commodity 
rates  on  fertilizer  and  fertilizer  materials  equal  to  75  p> 
of  sixth  clam  rates.  He  said  the  rates  now  were  119  per  cent 
of  those  In  effect  In  1914. 

Davis  Gray,  representing  the  Peerless  Chemical  Company, 
Columbia,  Tenn.,  a  producer  of  ground  phosphate  rock,  said  the 
Industry  was  demoralized.  There  must  be  reductions  before  the 
company  can  hope  to  resume  mining  and  shipping,  he  said.  In 
1912  he  said  the  price  of  ground  phosphate  rock  at  the  mines 
was  $350  per  ton  and  the  freight  rate  $3.22:  In  1916.  the  price 
was  $4.50  and  the  freight  rate  $3.30;  In  1918  the  price  was  $5 
and  the  freight  $4.13:  In  1919  tfie  price  was  $6.50  and  the  freight 

$4.13:  In  1920  the  price  was  $7.75  and  the  freight  $5.50;  in  19il_,JMe  •"•J*  the  fr' 
the  price  was  $5  and  the  freight  $5.60  and  thus  far  In  1922.  the      **"»  to  California 
was  $4.50  and  the  freight  $5.50. 

"The  farmer  cannot  afford  to  pay  for  the  ground  rock  and 
the  freight  rate  at  the  present  prices  for  his  products,"  said  the 
witness. 

"What  will  be  the  effect  on  your  business  If  Ford  takes  over 
the  Muscle  Shoals  plant  and  pays  labor  a  minimum  of  $.">  a  day." 
asked  Commissioner  Lewis,  after  Gray  had  said  that  common 
labor  was  being  paid  $1.50  per  day. 

"It  could  not  be  worse  than  It  was  while  the  Muscle  Shoals 
plant  was  being  built."  Interrogatively  suggested  Paul  E.  Blanch- 
ar<l  The  witness  agreed  with  him,  adding  that  the  Ford  opera- 
tion of  the  Muscle  Shoals  plant  was  still  only  a  prospect  and 
not  an  actuality. 

Position  of  Traffic  League 

Advocating  horizontal  reductions  in  freight  rates  and  reduc- 
tion In  railroad  wages  that  would  deprive  railroad  labor  of  its 
status  an  a  pi'  '.m.i.  \V.  M  Chandler,  as  president  of 

the  National  Industrial  Traffic  league,  made  what  was  admitted 
even  by  those  who  dlsageed  with  him  to  have  been  a  strong 
presentation  of  ih>-  Ix-ague's  position  at  the  morning  session 
of  January  30.  He  was  speaking,  he  said,  for  the  members  who 
had  not  appeared  specially  and  who  had  not  signified  dissent 


from  the  position  taken  by  the  League.  Specifically,  he  said, 
he  was  not  pretending  to  speak  for  coal  and  other  commodities 
for  which  special  treatment  had  been  asked.  In  addition  to 
speaking  for  the  League,  he  said  he  represented  the  Boston 
Chamber  of  Commerce  and  the  New  England  Traffic  League. 
Inasmuch  as,  he  said,  they  indorsed  the  views  of  the  National 
Industrial  Traffic  League,  his  testimony  for  the  League  might 
be  taken  as  the  views  of  those  organizations. 

Indorsement,  in  one  form  or  another,  of  the  League's  posi- 
tion, was  made  at  the  morning  session  by  H.  Mueller,  for  the 
St.  Paul  Association;  Frank  H.  Baer,  traffic  commissioner  of 
the  Cleveland  Chamber  of  Commerce;  C.  E.  Childe,  for  the 
Omaha  Chamber  of  Commerce;  and  P.  M.  Hanson,  of  the  National 
Enameling  and  Stamping  Company,  who  also  appeared  for  the 
National  East  Side  Manufacturers'  Association,  an  organization 
of  manufacturers  in  the  industrial  communities  on  the  Illinois 
side  of  the  river  near  St.  Louis. 

While  he  advocated  deflation  of  railroad  labor  so  as  to 
destroy  the  preference  that  is  now  conferred  on  it  by  law,  Mr. 
Chandler,  In  his  formal  statement  as  to  economies  the  railroad 
could  practice,  elaborated  on  what  he  had  therein  said,  when 
Commissioner  Escb  asked  him  questions.  Esch  picked  up  Chan- 
dler's assertion  that  the  Commission  should  advise  the  Railroad 
Labor  Board  that  railroad  labor  should  be  deflated. 

"That  would  be  asking  this  Commission  to  advise  a  board 
of  equal  power  and  dignity,  within  its  scope,  as  to  what  position 
should  be  taken;  is  the  League  going  to  file  another  petition 
to  be  heard?"  asked  Commissioner  Esch. 

"So  far  as  I  know  now,  it  is  not,"  said  Mr.  Chandler.  "So  far 
as  the  Railroad  Labor  Board  being  a  board  of  equal  dignity  and 
power  with  this  Commission,  I  don't  think  it  is.  Something  has 
got  to  be  done  with  railroad  labor  or  the  railroads  will  have 
to  continue  charging  high  rates.  This  Commission  has  the  con- 
fidence of  the  public.  The  Railroad  Labor  Board  has  not. 

"Nobody  has  had  the  moral  courage  to  come  out  and  say 
Just  what  should  be  done.  The  Labor  Board  has  got  to  get  a 
jolt.  At  the  time  of  the  threatened  railroad  strike  we  thought 
it  bad  been  jolted,  but  the  board  began  temporizing  and  then  one 
member  balled  up  everything,  because,  I  suppose,  somebody 
wanted  to  cater  to  a  prefered  class  of  labor.  Other  labor  has  had 
to  come  down  and  railroad  labor  has  got  to  do  the  same  thing  or 
railroad  rates  will  have  to  stay  up." 

Commissioner  Hall  asked  Chandler  what  he  thought  about 
Inspection  bureau  work.  The  witness  said  that  If  the  commis- 
sioner knew  of  the  large  number  of  shipments  that  were  "marked 
up"  he  would  not  have  any  doubt  about  the  value  of  that  kind 
of  work.  He-  said  he  thought  very  ^ell  of  the  work. 

Fred  H.  Wood,  for  the  western  railroads,  wanted  to  know  If 
Mr.  Chandler  thought  railroad  rates  in  New  England  should  be 
reduced  because  of  tmck  competition  or  because  transcontinental 
rates  had  been  reduced  to  nii"-t  economic  conditions. 

"I  am  not  conscious  of  having  said  anything  that  would 
lead  you  to  think  I  had  any  such  Ideas,"  said  Chandler.  "Our 
position  Is  that  If  the  Commission  finds  the  revenues  of  the  rail- 
roads can  stand  further  reductions,  then  and  In  that  event  the 
relief  shall  be  given  In  the  same  way  the  burden  was  Imposed 
— by  general  percentage  reductions." 

Answering  a  question  by  Mr.  Gwathmey,  the  witness  said 
he  had  not  given  any  thought  to  passenger  fares.  Commissioner 
Lewis  then  asked  about  mileage  books. 

"I  know  that  some  business  houses  and  commercial  travelers 
have  fallen  for  the  propaganda  In  behalf  of  mileage  books  for 
which  between  $15,000  and  $20,000  has  been  raised,  but  I  know 
there  are  many  people  who  are  not  so  dissatisfied  with  passenger 
fares  as  to  consider  the  sale  of  mileage  books  as  an  Important 
step  toward  reviving  business,"  said  Mr.  Chandler. 

Commissioner  Lewis  also  asked  about  the  calculations  that 
freight  rate  on  a  pair  of  shoes  from  Massachu- 
as  being  nine  cents  or  something  like  that. 

"You  must  have  been  reading  some  of  the  propaganda  put 
out  by  the  railroads  showing  the  cost  of  carrying  a  pair  of 
suspenders  from  Cincinnati  to  Columbus,  O.,"  said  Chandler.  "I 
don't  think  that  that  Is  the  way  to  approach  this  question.  The 
rate,  howerer,  is  an  Important  factor  to  the  man  who  buys  40,000 
cases  of  shoes. 

Commissioner  Aitchison  asked  questions  about  the  short  haul 
service  and  rates  In  New  England.  Mr.  Chandler  said  he  knew 
the  railroads  were  losing  money  by  reason  of  high  rates  and 
poor  service. 

Commission  Hall  wanted  to  know  whether,  in  his  opinion. 
If  the  Commission  should  find  the  railroads  could  stand  a  re- 
duction of  $450,000,000  a  year  In  freight  revenue  (equal  to  a 
horizontal  reduction  of  10  per  cent),  he  would  still  be  of  the 
opinion  that  the  reduction  should  be  horizontal  Instead  of  on 
a  selected  list  of  commodities.  The  witness  repeated  the  state- 
ment of  position  taken.  He  said  he  would  hate  to  be  asked  to 
say  how  a  reduction  of  $4.ri0.im<i.<ioo  should  be  distributed. 

"If  the  Commission  decided  no  reductions  could  be  made 
what  do  you  think  would  happen?"  asked  George  N.  Brown. 

"I  think  we'd  go  home  and  go  to  work."  That  ended  the 
cross  examination. 

Mr.  Chandler  gave  his  direct  testimony  In  answer  to  ques- 
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tions  asked  by  John  S.  Burchmore,  attorney  for  the  League.  The 
questions  and  answers  are  as  follows: 

Mr.  Chandler:  In  speaking  for  the  League.  I  do  not  assume  to 
represent  every  Individual  member  in  the  League.  Some  of  our 
members  have  already  appeared,  or  will  appear,  before  the  Com- 
mission, for  the  purpose  of  stating  their  views. 

Mr.  Burchmore:  Is  It  not  a  fact  that  the  tonnage  represented 
by  the  shippers  of  special  commodities,  who  have  asked  for  Individual 
treatment  of  the  rates.  Is  very  heavy? 

Mr  Chandler:  Yes.  that  Is  true;  but  the  tonnage,  the  shippers 
of  which  have  not  specifically  asked  for  consideration  by  the  Com- 
mission Is  also  very  heavy.  For  sake  of  Illustration,  iron  and  steel 
—one  of  the  very  heaviest  moving  commodities— is  carried  to  a  large 
extent  on  class  rates,  and  there  are  many  other  commodities,  wh  ch 
move  at  a  percentage  of  the  class  rate  In  certain  territories,  which 
would  be  affected  by  any  change  in  the  class  scales. 

Again,  to  the  New  England  territory,  there  is  an  enormous  move- 
ment of  cotton  piece  goods  from  the  south — the  raw  material  of 
the  New  England  cotton  mills,  which  move  on  commodity  rates  that 
are  not  represented  In  the  special  list  which  Is  to  be  given  specific 
consideration.  There  are  many  other  commodities  which  are  not 
docketed  for  specific  consideration  at  this  hearing,  but  which  are 
entitled  to  full  consideration  by  the  Commission. 

A  great  deal  of  the  business  of  this  country  moves  either  on 
class  rates  or  on  commodity  rates,  which  are  not  specifically  listed. 
This  is  particularly  true  of  less-than-carload  shipments,  which  go 
to  make  up  a  substantial  part  of  the  general  business  of  this  coun- 
try It  must  be  borne  in  mind  that  very  frequently  a  carload  ship- 
ment becomes  a  less-than-carload  shipment  some  time  before  it 
reaches  the  final  consumer. 

It  will  be  understood  therefore  that  I  am  speaking  particularly 
for  that  large  number  of  League  members,  including  many  relatively 
small  shippers  interested  in  traffic  of  all  kinds  which  moves  at 
both  carload  and  less-than-carload  rates,  and  to  a.  large  extent  upon 
class  rates  or  commodity  rates,  not  specifically  listed  on  the  Com- 
mission's docket  in  this  case;  in  other  words,  for  shippers  generally 
who,  of  necessity,  could  not  appear  before  the  Commission  to  speak 
for  themselves  in  a  proceeding  of  this  nature. 

If  the  Commission  were  to  attempt  to  go  into  the  merits  of 
the  existing  rate  level  on  any  considerable  number  of  additional 
commodities,  this  hearing,  would  of  necessity  be  protracted  indef- 

Mr.  Burchmore:  Is  there  any  conflict  between  your  representa- 
tion and  the  representation  of  individual  shippers  who  belong  to 
the  League,  in  this  case? 

Mr.  Chandler:  No  more  than  there  is  a  conflict  between  the  coal 
people  and  the  lumber  people  who  have  appeared  before  the  Com- 
mission. What  I  am  trying  to  do  is  to  put  forward  the  case  of  the 
shippers  who  are  not  otherwise  represented  at  this  hearing  as 
effectively  as  the  other  shippers  who  have  appeared  in  behalf  of 
specific  commodities. 

Mr.  Burchmore:  Have  you  been  authorized  to  speak  for  individual 
shippers  such  as  you  have  described  above? 

Mr.  Chandler:  In  order  that  the  League's  officers  might  ascer- 
tain which  of  its  members  desired  the  League  to  speak  specifically 
for  them,  the  League  sent  out  a  cricular,  under  date  of  January  3, 
from  which  I  quote: 

"The  officers  of  the  League  would  like  an  expression  from  all 
members  who  are  in  accord  with  that  view,  and  whose  interests 
will  not  be  represented  in  any  of  the  several  commodity  groups.  If 
It  is  desired,  the  League  witness,  or  witnesses,  will  undertake  to 
speak  for  commercial  organizations  and  trade  associations  which 
share  the  League's  views,  and  desire  those  views  expressed  for  them 
by  some  witness,  thus  avoiding  the  inconvenience  and  expense  of  mak- 
ing an  appearance  for  themselves.  It  would  be  helpful  if  members 
would  write  a  letter  to  the  Executive  Secretary,  advising 

"First,   Whom   they  represent; 

"Second,  Have  their  constituents  considered  this  subject,  and  out- 
lined their  views? 

"Third.   What   are   their   views? 

"Fourth,  Is  the  writer  authorized  to  speak  for  the  interests  he 
represents? 

"Fifth,  Do  they  desire  the  League  witness,  or  witnesses,  to  speak 
specifically  for  those  interests? 

"Sixth,  If  it  seems  desirable,  is  the  League  witness  at  liberty  to 
file  their  letter  with  the  Interstate  Commerce  Commission?" 

In  response  to  theis  circular,  we  received  a  large  number  of  let- 
ters endorsing  the  position  of  the  League,  and  authorizing  the  League 
witness  to  speak  for  them. 

Mr.  Burchmore:  Did  you  receive  any  communications  that  did  not 
concur  in  the  views  of  the  League? 

Mr.  Chandler:  Yes,  we  received  a  few  letters  in  which  objection 
Is  made  to  a  horizontal  reduction.  A  majority  of  these  were  from 
shippers  whose  commodities  are  listed  in  the  docket  of  the  Com- 
mission for  special  consideration. 

Mr.  Burchmore:  Generally  speaking,  what  Is  the  attitude  of  all 
of  these  shippers  whose  letters  have  been  filed? 

Mr.  Chandler:  With  the  exception  of  the  few  who  oppose  the 
League's  position  and  who  are  asking  for  special  consideration  these 
members  are  unequivocally  in  favor  of  a  horizontal  reduction,  to 
be  made  in  exactly  the  same  manner  as  the  advances  were  made  in 
Ex  Parte  74,  and  to  become  effective  as  soon  as  the  Commission  feels 
that  the  revenues  of  the  carriers  will  warrant  a  reduction. 

Mr.  Burchmore:  Prior  to  receiving,  notice  of  this  hearing  what 
action  had  the  League  taken  with  respect  to  a  reduction  in  freight 
rates? 

Mr.  Chandler:  On  September  23,  1921,  the  Executive  Committee 
of  the  National  Industrial  Traffic  League  addressed  a  communication 
to  the  railway  executives,  demanding  that  certain  action  be  taken  by 
them  to  reduce  the  operating  cost*  of  the  railroads,  as  well  as  the 
general  level  of  rates.  This  demand  was  published  in  Traffic  League 
Circular  No.  359,  copies  of  which  were  furnished  the  carriers  and 
the  Commission  at  that  time. 

Mr.  Burchmore:  Was  any  action  ever  taken  on  these  resolutions, 
by  the  League  membership? 

Mr.  Chandler:  Yes,  at  the  annual  meeting  of  the  League  in  Chi- 
cago, held  in  the  month  of  November,  1921  these  resolutions  were 
unanimously  approved  at  the  best  attended  meeting  ever  held  by 
the  League.  Notice  had  been  sent  to  all  members  of  the  League, 
advising  that  this  subject  would  come  up  for  consideration  at  the 
annual  meeting.  I  made  it  a  point  to  ask  If  there  was  a  single  objec- 
tion to  the  resolution,  and  not  a  member  present  voted  in  the 
negative. 

Mr.  Burchmore:  Without  going  into  the  details  of  the  exhibit, 
will  you  state  briefly  the  position  then  taken  by  the  League? 

Mr.  Chandler:  First — That  efficient  and  economical  operation  of 
the  railroads  depended  upon  the  payment  of  wages  no  higher  than 
prevailed  In  other  lines  of  industry  for  similar  work. 


Second— That  a  general  reducton  in  freight  rates  should  be 
brought  about  by  a  decrease  in  the  operating  expenses;  and 

Third — That  the  carriers  proceed  forthwith  to  readjust  both  wages 

The  demand  made  of  the  railroad  executives  at  that  time  was  that 
rates  should  be  reduced  horizontally. 

Mr.  Burchmore:  Since  that  demand  was  made  on  the  railroad 
executives,  has  the  League  taken  any  further  action? 

Mr.  Chandler:  Yes.  at  a  meeting  held  in  this  city  last  Friday, 
January  27,  the  League  passed  the  following  resolution:  (This  resolu- 
tion Is  printed  elsewhere). 

Mr.  Burchmore:  What  have  you  to  say  with  respect  to  this 
resolution? 

Mr.  Chandler:  In  the  last  few  months  I  have  talked  with  a 
large  number  of  League  members,  and  also  with  merchants  and 
manufacturers  not  members  of  the  League;  and,  generally  speaking, 
those  people  with  whom  I  have  discussed  this  matter  have  expressed 
the  opinion  that  the  Commission  should  reduce  rates,  when  reduc- 
tions can  be  made,  in  the  same  manner  that  the  Commission  ad- 
vanced them  in  Ex  Parte  74. 

I  have  frequently  heard  it  stated  that  it  would  be  most  unfair 
if  the  Commission  showed  preferential  treatment  of  any  class  of 
business;  that  when  the  emergency  in  1920  necessitated  a  radical 
increase  in  the  railroad  revenues,  all  shippers  were  required  to  bear 
their  equal  share  of  the  new  burden;  and  just  as  so9n  as  it  is  possible 
to  relieve  the  country  of  that  burden,  in  whole  or  in  part,  all  should 
get  equal  relief. 

I  have  heard  railroad  officials  say  that  the  class  rate  structure 
should  remain  where  it  is;  that  class  rates  have  not  borne  their  proper 
relation  to  commodity  schedules.  If  the  latter  be  true,  it  is  a  sad  com- 
mentary on  the  railroad  experts  who,  for  many  years,  have  been 
building  up  the  rate  structure  of  this  country,  upon  which  commerce 
has  been  developed,  and  which  structure,  generally  speaking,  was 
satisfactory  before  General  Order  No.  28  became  effective. 

When  by  a  percentage  increase  relationships  of  long-standing 
have  been  disrupted,  it  is  only  by  subsequent  percentage  reductions 
that  the  relationship  under  which  business  has  been  developed  in 
this  country  can  be  restored. 

Should  the  Commission,  in  a  case  of  this  kind,  do  what  the  law 
specifically  prescribes  the  carriers  must  not  do,  and  that  is  unjustly 
discriminate  between  particular  shippers  or  particular  localites? 
Would  it  not  be  most  unfair  discrimination  if  the  Commission  should, 
in  a  time  of  emergency,  as  it  did  in  Ex  Parte  74,  say  that  everybody 
should  be  taxed  alike,  and  then  when  relief  can  be  offered,  say  that 
only  certain  shippers  shall  be  relieved  of  the  tax? 

The  railroad  executives  themselves  are  of  the  opinion  that  this 
is  not  the  fair  thing  to  do.  Mr.  Willard,  in  his  direct  testimony,  said: 

"Rates  having  generally  been  advanced  on  a  uniform  or  percentage 
basis,  it  would  seem  desirable,  or  in  fact  necessary,  that  when  general 
reductions  are  made,  they  should  be  made  in  the  same  way." — 
(Record,  pp.  712-713.) 

This  is  the  position  of  the  League. 

If  it  be  a  fact  that  the  class  rate  structure  of  this  country  is  not 
properly  related  to  the  commodity  rates,  then  the  carriers  should 
undertake  to  have  their  class  rates  put  on  the  proper  basis  in  an 
orderly  way  in  a  proceeding  before  the  Commission.  It  certainly 
cannot  be  contended  that  in  those  sections  where  the  Commission  has 
prescribed  the  class  rates  to  be  applied,  such  as  in  Central  Freight 
Association  Territory  and  in  New  England,  the  carriers  can  justly 
make  the  charge  that  class  rates  are  on  a  wrong  basis.  If  the  class 
rates  were  properly  related  to  commodity  rates  when  these  rate  scales 
were  established  by  the  Commission,  and  I  assume  the  Commission 
did  not  establish  these  scales  without  consideration  of  all  the  facts 
that  should  have  been  considered,  then  at  the  beginning  of  these  per- 
centage advances,  the  rates  in  those  territories  must  be  assumed  to 
have  been  on  the  proper  basis. 

Not  only  in  these  territories  but  in  other  sections  of  the  country, 
the  Commission  has  prescribed  certain  scales  of  class  rates  after 
very  careful  consideration  of  all  of  the  facts  involved.  If  the  view  of 
some  of  the  railroad  officials  that  class  rates  must  be  kept  at  the  pres- 
ent level  should  prevail,  and  that  only  commodity  rates  are  to  be 
given  consideration  when  reductions  are  to  take  place,  a  very  large 
number  of  shippers  throughout  the  country  will  be  highly  dissatisfied, 
and  I  have  no  doubt  will  express  their  disapproval  in  characteristic 
American  fashion. 

In  the  circular  sent  out  by  the  railroad  executives,  after  their 
meeting  in  New  York,  on  November  16,  1921,  they  said  that  when 
further  reductions  were  in  order  and  could  be  made,  they  were  willing 
to  let  the  Commission  determine  how  the  reductions  should  be  applied 

We  believe  that  the  Commission  should  recognize  the  importance 
of  equal  treatment  when  reductions  can  be  justified,  the  same  as  they 
imposed  equal  treatment  at  the  time  the  advances  were  made. 

Mr.  Burchmore:  Then  how  would  you  suggest  that  reductions  be 
made,  so  as  to  restore  the  relationship  of  rates  under  which  the  com- 
merce of  the  country  has  been  developed? 

Mr.  Chandler:  I  would  do  just  what  the  Canadian  Railway  Com- 
mission did;  I  would  instruct  the  carriers  to  go  back  to  the  base  rates 
that  were  in  effect  at  the  time  the  1920  advances  were  made,  and 
apply  to  those  base  rates  a  percentage  increase  which  is  less  than  the 
increase  authorized  at  the  time  the  emergency  existed.  This  would 
be  a  move  towards  the  re-establisment  of  relationships,  and  would  be 
fair  both  to  the  carriers  and  to  the  shippers. 

Mr.  Burchmore:  What  view  have  you  to  express  with  respect  to 
the  possibility  of  the  carriers  further  reducing  their  operating  ex- 
penses? 

Mr.  Chandler:  Very  material  reductions  have  taken  place  in  the 
price  of  many  commodities  which  the  carriers  use,  but  cost  of  labor, 
one  of  the  largest  items  in  the  operating  costs  of  the  carriers,  has 
not  been  adequately  deflated. 

From  information  I  have,  it  is  apparent  that  the  carriers  generally 
are  paying  more  than  is  being  paid  for  similar  work  in  other  lines  of 
industry.  It  is  obvious  that  the  carriers  are  not  being  operated  eco- 
nomically, because  they  are  paying  more  than  the  market  price  for 
labor. 

Mr.  Burchmore:  What  is  the  position  of  the  League  with  respect 
to  the  financial  status  of  the  carriers? 

Mr.  Chandler:  The  League's  position  is  very  clearly  expressed  in 
the  last  paragraph  of  the  resolution  which  I  have  already  read,  in 
which  it  calls  attention  to  the  necessity  for  the  carriers'  revenues 
being  adequate  to  enable  them  to  insure  transportation  facilities  and 
also  to  support  their  credit. 

It  must  be  borne  in  mind,  however,  that  the  railroads  are  not  the 
only  corporations  in  this  country  that  are  suffering  from  the  present 
business  depression.  Moreover,  exactly  the  same  situation  exists  in 
England  as  in  this  country.  There  railroad  rates  have  been  increased 
substantially  the  same  percentage  as  they  have  been  increased  in 
Official  Classification  Territory.  Shippers  there  and  here  are  com- 
plaining that  the  high  rates  are  interfering  with  business.  There 
is  a  general  Impression  in  this  country  that  higTi  rates  are  causing 
buyers'  strikes  and  that  business  would  be  very  greatly  improved  if 
freight  rates  were  reduced.  Whether  or  not  this  be  true,  the  effect  is 
substantially  the  same.  It  is  the  very  general  impression  that  the 
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uncertainty  In  the  rate  situation  is  a  prominent  factor  In  the  present 

Mr  Burchmore:  What  have  you  to  say  with  respect  to  the  meas- 
ure of  the  freight  rate  during  normal  times,  when  shipments  are  freely 

°M?  'Chandler:  In  my  opinion,  the  statement  made  by  the  railroad 
executive*  that  the  measure  of  the  rate  Is  of  less  Importance  than  the 
character  of  the  service,  is  far  from  accurate.  I  have  been  a  shipper. 
1  know  something  about  the  merchandise  business.  I  know  It  to  be  a 
fact  that,  in  times  of  prosperity,  shippers  and  receivers  are  as  alive 
to  the  measure  of  the  freight  rate  as  they  are  In  times  of  depression. 
Very  frequently,  it  Is  the  freight  rate  that  determines  whether  goods 
will  be  bought  In  one  market  or  another. 

The  executives  apparently  do  not  distinguish  between  conditions 
which  existed  during  the  world  war  and  those  that  prevailed  In  the 
period  prior  thereto.  Before  the  fnited  States  entered  the  war.  but 
during  the  period  when  the  allies  were  drawing  on  us  for  their  war 
material.  It  was  not  a  question  of  the  freight  rate  or  the  cost  of 
goods:  It  was  a  question  of  getting  merchandise  when  and  where 


Wages  In  all  lines  of  Industry  were  very  much  Inflated,  as  were 
the  prices  of  commodities.  Very  frequently  It  was  difficult  to  get  an 
adequate  supply  of  merchandise,  and  prices  were  so  increased  that 
the  freight  rate  was  a  mere  bagatelle  a*  a  merchandizing  factor. 
Heavy  shipments  were  very  frequently  sent  by  c  xpress  at  rates 
three  four  and  five  times  higher  than  the  freight  rate.  All  of  these 
charges  were  passed  along  to  the  consumer,  who  was  willing  to  pay 
almost  any  price  for  the  goods  he  wanted.  Conditions  were  abnormal: 
everybody  was  making  money  freely,  and  spending  It  free'X-  That 
condition  no  longer  exists;  and  It  Is  rot,  fair  to  take  that  as  a  rep- 
resentative period,  or  the  conditions  which  existed  during  that  time 
as  representative  of  actual  business  practice,  under  ordinary  condl- 


Whlle  It  U  a  fact  that  shipper,  are  vitally  Interested  In  >»»»tag 
adequate  service.  It  Is  not  a  correct  statement  of  the  shippers'  posi- 
tion to  say  that  they  are  more  Interested  In  freight  service  than 
they  are  In  the  general  level  of  freight  rates.  If  that  were  true. 
you  would  not  have  before  you  the  large  number  of  fhlppers  who 
appear  here  to  advocate  a  reduction  In  the  level  of  freight  charm. 
Itcumot  "be  assumed  by  this  Commission  that  shippers  who  realise 
the  Importance  of  the  carriers  operating  In  an  efficient  manner  s 
In  a^lnaliner  that  win  serve  tbspaMo  need,  would  be  here  ask  ng 
that  rates  be  reduced.  If  rates  were  not  a  real  factor  In  doing 


„  ^=u_  to  me  fallacious  to  argue  that,   because  i 
not  Interested  in  freight  rates  as  much  as  they  were 
Ice.  under  the  most  abnormal  conditions  ever  known  to  exist  I 
country,   that   that   condition   Is  a  permanent   one  whlcn  will   govern 
In   normal  business  times. 

It  Is  not  only  the  measure  of  the  rate  In  which  the  business  men 
are   Interested,    but    also   the    relationship   of   rates.     The  carriers, 
far  as   I    am   able  to   learn   from    the    record    have  not  said  one  word 
about  the  necessity   for   restoring  relationships   that   formerly  ej 
and  were  disturbed  by  the  radical  percentage  Increases  brought  about 
by  General  Order  No.   »  and   Ex    Parte  74. 

The  records  of  this  Commission  are  replete  with  decisions  Involv- 
ing the  question  of  relationship.  I  believe  I  would  be  correct  If  I 
said  that  the  question  of  relationship  has  brought  more  oases  before 
fhV  Interstate  Commerce  Commission  than  any  other  on.  thing.  80. 
any  statement  made  by  the  carriers  that  service  Is  of  more  Im- 
portance than  rates  or  relationships  is  unfounded  and  contrary  to 
the  records  of  the  Commission.  _  \**~*j  Ar  «K« 

Mr  Burchmore:  wi>at  Is  tne  enect  01  me  prvsmi  wn-i  wi  m^ 
rates  upon  the  actual  revenues  of  the  carriers? 

Mr.  Chandler:  I  know  it  to  be  a  fact  that  railroads  are  losing 
revenue  because  of  Ihelr  present  high  level  of  rates.  This  Is  true  In 
New  England  to  an  extent  that.  In  my  opinion,  the  carriers  do  not 
appreciate.  I  have  heard  the  testimony  of  the  railroad  witnesses, 
and  since  that  testimony  was  given  I  have  seen  a  statement  mad* 
by  one  of  the  public  officials  of  Massachusetts,  who  has  made  a  very 
careful  study  of  motor  transportation:  and  If  half  of  what  he  says  Is 
true  with  respect  to  the  movement  of  relght  by  motor  trucks  In 
competition  with  the  railroads,  the  situation  Is  many  times  worse 
than  this  record  shows  It  to  be.  I  have  been  told  by  shippers  that 
freight  rates  are  so  high  that  they  have  moved  by  motor  truck  large 
quantities  of  coarse  merchandise,  as  well  as  higher  class  shipments, 
at  a  material  saving  under  the  railroad  rate.  

I  appreciate  the  difficulty  of  citing  enough  Instances  to  prove 
this  point  conclusively,  but  It  Is  called  to  my  attention  very  fre- 
quently: and  I  know  that  one  of  our  railroads  In  New  England  had 
to  establish  commodity  rates  on  wool  to  take  It  away  from  the  motor 
tracks.  This  movement  Is  not  only  In  less  than  cartoad  lots,  but 
very  largely  In  carloads,  and  was  at  the  time  It  was  being  shipped 

'.  •  I  mum  rate  scale  established  In  General  Order  No.  SS  had 
the  effect  of  developing  motor  truck  competition.  These  rates  were 
mcreassd  under  aSparte  74.  which  gave  the  motor  trucks  greater 
encouragement.  I  do  not  believe  that  any  railroad  has  made  a  suffi- 
cient study  of  Its  costs  to  say  that  It  cannot  handle  less-thsn-carload 
business  for  short  distances  at  a  profit  at  much  lower  rates  than  they 
are  now  demanding.  As  testified  to  by  Mr.  Campbell,  the  railroad 
loses  the  business,  but  It  does  not  stop  the  overhead,  which  Is  Just 
the  same  as  H  the  less-than-carload  business  were  being  handled. 

Mr.  Burchmore:  Tou  have  spoken  of  the  wage  scale,  and  the 
necessity  for  a  reduction.  What  suggestion  would  you  offer  the  Com- 
mlsslon  with  respect  to  this  factor  of  railroad  costs? 

Chandler:  In  my  opinion,  one  of  the  moat  beneficial  things 
the  Commission  could  do.  If  It  (rods  from  the  testimony  which  has 
been  submitted,  that  railroad  labor  has  been  made  a  preferred  class. 
whose  wages  are  kept  at  high  level  by  reason  of  the  substitution  of 
governmental  regulation  for  direct  dealing,  would  be  to  come  out  flat- 
footedly  and  tell  the  people  of  the  fnlled  Htates  that,  from  the  evi- 
dence which  has  been  submitted,  railroad  workers  are  paid  more 

the  prevailing  rate  of  wages  In  the  open  market,  and  that.  In  I 
opinion,    the    carriers    should    make    further    effort    to    reduce    these 
labor   costs.      This    would    give   the    carriers    moral    support    In    t 
efforts  to  get  wages  reduced.     In  other  words,  to  state  baldly  what  1 
have  In  mind    I  think  It  would  be  entirely  proper  for  this  Commission 
to  say  to  the  public  that,  by  reason  of  the  failure  of  the  iJibor  Board 
to  deflate  wages,  the  cost  of  conducting  transportation  is  many  million 
nore  than  It   should  be.  and  that  the  railroads  are  not  being 

.  .mlcally    so    long    as    this    situation    exists. 
limore:     What  suggestions  have  you  to  offer  as  to  other 
economies   that  the  carriers   should  be  expected  to  effect? 

Mr.  Chandler:  First.  I  should  say  In  their  claim  accounts.  It  Is 
claimed  that  the  carriers  are  not  exercising  the  supervision  over  the 
handling  of  freight  that  they  should  The  Increase  In  carload  minima 


of  and  damage  to  shipments  in  transit,  that  many  millions  of  dol- 
lars could  be  saved.  The  carriers  for  years  have  been  keeping 
these  statistics.  By  this  time,  they  should  be  able  to  put  their 
finger  on  the  cause  of  the  trouble. 

We  have  asked  the  carriers  time  and  again  to  adopt  rules  that 
would  do  away  with  a  part  of  this  economic  loss.  They  have  refused 
to  incorporate  in  their  rules  provisions  that  would  require  the  des- 
tination agent  to  notify  shippers  when  goods  are  rejected  or  when 
they  go  astray.  I  could  tell  you  a  great  deal  about  this,  but  you 
haven't  the  time.  The  carriers  know  all  about  It,  but,  for  some 
stupid  reason,  refuse  to  do  what  good  business  judgment  in  any 
other  line  of  industry  would  dictate. 

Second.  The  carriers  have  made  no  progress  in  the  last  twenty 
years  In  tariff  publication.  As  a  matter  of  fact,  If  they  are  advanc- 
ing at  all.  they  are  advancing  backwards.  Twenty  years  ago.  a 
shipper  could  pick  up  a  tariff  and  determine  the  rate,  without  any 
great  difficulty.  Today,  many  of  the  tariffs  are  so  complicated  that 
the  carriers  themselves  have  great  difficulty  in  finding  the  rates. 
These  tariffs  are  placed  in  the  hands  of  men  who  cannot  interpret 
them.  Shippers  are  overcharged,  or  undercharged,  and  the  carriers 
are  spending  millions  of  dollars  in  the  revision  of  waybills  and  the 
ndjustment  of  overcharge  and  undercharge  claims,  caused  by  the  In- 
ability of  their  own  employees  to  read  their  own  publications.  The 
KHVlng  in  printing  alone  would  be  enormous. 

Third.  The  railroad  operating  officials,  for  some  years,  have  been 
dwelling  upon  the  necessity  for  heavier  carloadlng.  During  the  war. 
this  was  made  possible  by  orders  of  the  government.  Conditions 
then  were  abnormal. 

The  railroads  exist  for  the  public:  the  public  not  for  the  roads. 
It  Is  unfair  to  advocate  the  establishment  of  excessive  carload  minima 
which  will  have  the  effect  of  putting  the  small  merchant  out  of  busi- 
ness and  concentrating  the  business  of  the  country  In  the  hands  of 
the  Urge  merchants.  Carload  minima  should  not  be  Increased  except 
In  those  cases  where  the  business  will  stand  It,  and  where  the  estab- 
lished trade  unit  will  not  be  adversely  affected. 

Fourth.  The  carriers  have  put  In  this  record  exhibits  which 
apparently  are  for  the  purpose  of  showing  that  the  railroads  are  not 
getting  .sufficient  revenue  out  of  the  express  business.  The  railroads 
asked  the  Commission  to  approve  the  present  contract  under  which 
they  are  operating:  and  It  Is  not  fair  to  the  shippers  for  the  railroads 
to  enter  Into  a  contract  under  which  their  revenues  are  reduced,  and 
then  dalm  that  the-  rates  are  too  low  to  provide  proper  revenue  for 
the  service. 

This  Commission.  In  1)20,  entered  Into  a  very  thorough  examina- 
tion of  the  express  business  and  gave  the  express  company  nil  of 
the  revenue  for  which  It  asked,  and  enough  to  cover  the  Increased 
cost  of  wages. 

Fifth.  A  great  deal  hss  been  said  about  the  necessity  for  new 
equipment,  more  railroad  cars.  Mr.  Wlllard  himself  has  shown  that 
the  available  car  supply  on  the  B.  A  O.  Railroad  would  be  consid- 
erably augmented  If  they  would  move  cars  from  shipping  point  to 
destination  when  goods  are  received  for  shipment.  Instead  of  per- 
mitting the  cars  to  loaf  In  the  terminals. 

Mr.  Burchmore:  What  have  you  to  say  In  conclusion? 
Mr.  Chandler:  It  Is  the  general  public  opinion  that  railroad 
rates  are  too  high,  and  must  come  down.  Out  of  the  expectancy  of 
a  general  reduction  In  railroad  rates  there  has  come  an  uncertainty  in 
the  mind  of  the  public,  which  Is  having  a  very  definite  and  depressng 
effect  on  business.  There  Is  a  well-defined  tendency  to  defer  orders 
as  well  as  shipments.  In  the  hope  of  a  reduction  in  transportation 

t 

We  therefore  respectlfully  urge  upon  'the  Commission  the  vital 
Importance  of  an  early  and  authoritative  announcement  concerning 
the  railroad  situation.  The  public  wants  to  be  Informed  of  the  stand- 
Ing  of  the  carriers  and  their  ability  to  bear  substantial  reductions, 
and  whether  the  Commission  will  order  reductions.  In  other  words, 
what  It  can  expect  so  that  business  can  be  resumed. 

I  desire  to  make  It  perfectly  clear  that  the  National  Industrial 
Traffic  League  Is  not  demanding  any  reduction  In  rates  unless  the 
Commission  finds  that  the  revenues  of  the  carriers  will  justify  a 
reduction.  How  much  of  a  reduction.  If  any,  shall  be  made.  Is  for  the 
Commission  to  determine,  and  upon  that  point  we  have  no  suggestions 
to  offer.  We  do  desire,  however,  to  emphasise  our  belief  that  trans- 
portation costs  must  be  reduced.  The  costs  of  labor  must  be  brought 
down  to  the  level  of  wages  paid  for  similar  work  In  other  Industries. 
We  do  not  believe  that  the  public  will  be  content  to  continue  to  pay 
exorbitant  freight  rates  In  order  that  railroad  labor  shall  be  treated 
as  a  preferred  class. 

The  high  level  of  freight  rates.  Mr.  Mueller,  of  St.  Paul,  told 
the  Commission,  was  seriously  Interfering  with  business  and  the 
feeling  waa  general  that  they  were  higher  than  the  traffic  could 
bear.  High  freight  rates,  he  said,  reduced  the  buying  power  of  a 
community.  He  Illustrated  his  point  by  especial  references  to 
rates  on  coal.  Notwithstanding  his  use  of  coal  and  a  few  other 
heavy  loading  basic  commodities  for  Illustration  he  favored  a 
general  reduction,  rather  than  the  selection  of  a  few  commodi- 


has  mulled    In   Increased  loss  and   damage   claims,   which   outrun   the 
advantages    secured    by    the   very    heavy    loading.      Uess- 


s-lhan-carload 


frHKht  &  stowed  improperly  In  the  cars,  and  great  loss  results. 

1  believe  that  If  the  carriers  were  to  make  an  Intensive  campaign 
for  the  purpose  Of  decreasing  the  claim  sccount.   preventing  the  loss 


endorsement  of  the  League's  position  by  Mr.  Baer,  of  Cleve- 
land, was  based,  he  said,  largely  on  the  theory  of  psychological 
effect. 

Supplementing  what  Mr.  Chandler  had  said.  Mr.  Chllde,  of 
Omaha,  said  his  organization  went  a  little  farther  and  advocated 
reduction  In  passenger  fares.  He  said  the  carriers  should  be  re- 
quired to  reduce  rates  and  operating  expenses  and  that  reduc- 
tion should  be  on  a  percentage  basin.  He  suggested  that  a  more 
logical  grouping  of  the  carriers  would  be  to  put  the  southwestern 
lines  In  one  group  and  the  transcontinental  lines  In  another. 
Twenty  per  cent  off  passenger  fares  was  his  Idea  as  to  what 
should  be  done  In  addition  to  a  development  of  the  gasoline  mo- 
tor combination  car. 

"Stocks  are  being  held  down  to  the  bone  and  will  not  be  In- 
creased until  rates  have  been  brought  down  and  stabilized,"  said 
Mr.  Chllde.  "Nebraska  Is  one  of  the  places  where  corn  is  being 
burned  because  It  IK  cheaper  than  coal." 

In  behalf  of  the  Bast  Side  Manufacturers'  Association.  Mr. 
Hanson,  the  traffic  man  of  the  National  Enameling  and  Stamping 
Company,  advocated  a  horizontal  decrease. 

Approval  of  the  League's  position  was  continued  at  the  af- 
ternoon session  with  the  exception  of  William  B.  King,  appearing 
for  the  National  Association  of  Construction  Industries  and  the 
National  Association  of  Builders'  Exchanges.  His  Idea  was  that 
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reductions  on  heavy  loading  commodities  should  be  made  first  so 
that  a  beginning  might  be  made  in  the  reduction  of  items  con- 
stituting the  cost  of  the  construction  of  buildings. 

J.  H.  Tedrow,  traffic  commissioner  of  the  Kansas  City  Cham- 
ber of  Commerce,  approved  the  position  of  the  National  Indus- 
trial Traffic  League.  Commissioner  Esch  asked  him  whether  he 
approved  the  Watson  bill  for  interchangeable  mileage  books  or 
the  Cummins  substitute  thereof,  remitting  the  question  to  the 
Interstate  Commerce  Commission. 

"Our  organization  never  considered  the  matter,  but  if  it  had 
I  think  it  would  be  opposed  to  any  form  of  statutory  rate-making 
and  would  have  all  questions  of  that  kind  passed  on  by  such  a 
body  as  this,"  said  he. 

The  present  level  of  freight  rates,  P.  W.  Coyle,  representing 
the  St.  Louis  Chamber  of  Commerce  said,  was  now  materially 
higher  than  the  level  of  commodity  prices.  He  said  that  since  the 
operative  date  of  Ex  Parte  74  there  had  been  reductions  in  the 
prices  of  practically  every  commodity  handled  by  merchants  in 
St.  Louis.  In  view  of  that  fact,  he  said,  shippers  almost  unani- 
mously favored  a  horizontal  reduction,  when  the  conference  of 
industrial  traffic  managers  who  are  members  of  the  chamber  of 
commerce  met  to  consider  the  questionnaire  sent  out  by  the  Com- 
mission. 

"We  should  travel  substantially  the  same  road  that  we  trav- 
eled in  reaching  the  pinnacle  of  rates,"  said  Mr.  Coyle.  "Any 
other  method  would  cause  unreasonable  and  unjust  discrimina- 
tion." In  answer  to  a  question  by  Commissioner  Lewis,  Mr.  Coyle 
said  the  chamber  of  commerce  had  voted  that  it  would  not  sup- 
port any  proposal  to  reduce  passenger  fares. 

According  to  R.  M.  Field,  speaking  for  the  Illinois  District 
Traffic  League,  that  organization  adopted  resolutions  on  the  sub- 
ject of  reductions  substantially  the  same  as  those  presented  by 
the  National  Industrial  Traffic  League.  He  called  particular  at- 
tention to  the  fact,  he  said,  that  live  stock,  especially  hogs,  was 
being  transported  by  motor  truck  for  distances  as  great  as  90  and 
100  miles.  He  estimated  .the  average  haul  at  about  40  miles. 

"Uncertainty  as  to  rates  means  cessation  of  buying,"  said  he. 
"The  record  for  December  should  show  that  to  be  the  fact.  In 
that  month  the  uninformed  business  man  and  the  public  gen- 
erally held  the  idea  that  there  was  to  be  a  general  reduction  in 
freight  rates  in  addition  to  the  abolition  to  the  internal  revenue 
rax  on  transportation.  The  result  was  that  no  one  bought  any- 
thing that  he  could  get  along  without."  As  to  passenger  fares 
Mr.  Field  said  the  Illinois  organization  had  not  considered  them. 

"Merchants  -I  have  talked  with  favored  a  horizontal  percent- 
age reduction  if  and  when  the  condition  of  the  carriers  warranted 
It,"  said  George  P.  Wilson,  of  the  Philadelphia  Chamber  of  Com- 
merce. He  said  that  Mr.  Chandler  had  ably  presented  the  views 
of  the  organization  for  which  he  was  speaking. 

Speaking  for  furniture  and  bedding  manufacturers,  and  pro- 
ducers of  school  supplies  at  Rockford,  111.,  Burlington,  Iowa,  and 
Hannibal,  Mo.,  C.  S.  Bather  said  material  reductions  should  and 
must  be  made  and  that  they  should  be  by  general  percentage  cuts. 
He  said,  however,  that  those  he  represented  reserved  the  right  to 
attack  particular  adjustments,  especially  in  instances  where  the 
freight  rates  they  were  asked  to  pay  exceeded  the  express  rates. 
He  said  manufacturers  of  grass  and  rattan  furniture  were  paying 
freight  rates  higher  than  express  rates. 

Candy  manufacturers,  N.  C.  Lindsey,  of  the  National  Con- 
fectioners Association,  said,  favored  horizontal  reductions.  Their 
freight  rates,  he  said,  were  three  times  what  they  were  in  1917 
and  tended  to  localize  the  candy  manufacturing  business.  He 
denied  that  the  prohibition  amendment  had  caused  any  increase 
in  the  consumption  of  candy,  but  he  had  no  explanation  to  offer 
for  the  large  increase  in  the  number  of  candy  shops. 

America  produced  100,000,000  pounds  of  chewing  gum  last 
year,  said  C.  G.  Hylander,  of  the  transportation  committee  of  the 
Chewing  Gum  Manufacturers  Association.  He  favored  propor- 
tionate reductions  on  everything  made  in  the  same  way  as  the 
increases  were  imposed.  He  said  the  transcontinental  carriers 
had  promised  to  make  concessions  and  that,  if  they  were  made  as 
promised,  there  would  be  no  need  for  relief  as  to  them.  He  said 
the  price  of  chewing  gum  at  the  factory  was  not  increased  during 
the  war.  The  price  was  37  cents  a  pound  in  1914  and  that  was 
the  price  now. 

Building  materials,  Mr.  King  estimated,  had  an  index  of  163 
now  compared  with  1913,  while  labor,  he  estimated,  had  an  index 
ranging  from  160  to  185.  In  1920,  he  said,  materials  had  an  index 
of  310.  He  said  he  had  not  been  able  to  make  figures  satisfac- 
tory to  himself  showing  the  labor  price  index  at  the  peak  of 
wages,  but  his  personal  opinion  was  that  it  was  between  300  and 
400.  He  said  the  general  statements  of  builders  at  the  time  of 
the  peak  was  that  labor  cost  three  and  four  times  as  much  as 
prior  to  the  war. 

Walker    D.     Hines    Testifies. 

Advising  that  the  Commission  proceed  with  great,  caution 
with  regard  to  reductions  in  freight  rates,  opposing  general 
reductions  and  reiterating  denials  made  to  the  Senate  com- 
mittee on  interstate  commerce,  Walker  D.  Hines,  January  31, 
placed  his  views  before  the  Commission  as  to  what  it  should 
or  should  not  do  with  the  matters  under  consideration  in  its 
general  inquiry. 


John  S.  Burchmore,  as  attorney  for  the  National  Industrial 
Traffic  League,  persuaded  Mr.  Hines  to  admit  that  the  tendency 
of  prices  throughout  the  world  is  downward;  that  increases 
in  rates  were  made  by  percentage;  that  labor  primarily  got 
the  benefit  of  rate  increases  made  by  the  Railroad  Administra- 
tion and  the  Commission,  but  he  failed  to  convince  Mr.  Hines 
that  the  position  of  the  League,  that  reductions,  if  and  when 
made,  should  be  made  in  the  same  way  that  rates  were  put 
up,  was  correct. 

It  was  Mr.  Hines'  intention  to  put  only  two  propositions 
before  the  Commission — namely,  that  the  railroads  are  not 
making  too  much  money,  and,  that  while  rates  were  admittedly 
high,  they  were  not  the  cause  of  the  slump  in  business.  But 
he  went  much  farther  than  he  intended.  In  answer  to  a 
question  he  estimated  that  a  billion  dollars  a  year  should  be 
spent  for  the  next  five  years  on  extensions,  improvements  and 
betterments.  He  also  went  into  the  question  as  to  what  caused 
the  great  increase  in  the  cost  of  operating  the  railroads  that 
was  shown  in  1920,  in  comparison  with  1919.  He  said  that  very 
little  of  the  increased  cost  was  attributable  to  the  national 
agreement,  admitting,  however,  that  increases  in  wage  scales 
and  changes  in  rules  governing  working  conditions  had  caused 
operating  costs  to  increase  during  federal  control. 

Burchmore  tried  to  have  him  answer  on  the  assumption 
that  whether  the  increases  were  just  or  unjust,  forced  or 
voluntary,  there  was  a  great  increase  in  wage  costs  and  that 
organized  labor  was  now  resisting  the  general  tendency  of 
prices  downward;  that  is,  that  it  took  the  benefits  arising 
from  the  increased  freight  rates  but  was  resisting  attempts  to 
make  it  bear  any  of  the  burden  of  discomfort  resulting  from 
the  efforts  of  the  world  to  readjust  itself  to  the  conditions 
caused  by  the  war. 

Answering  a  question  by  Commissioner  Esch,  Mr.  Hines 
said  he  did  not  regard  it  as  necessary  for  the  Commission,  im- 
mediately after  March  1  to  say  what  would  be  the  fair  rate 
of  return  on  railroad  property  because  there  was  no  necessity  for 
establishing  a  fair  rate  of  return  for  any  purpose  other  than 
administering  section  15-A.  He  said  it  would  not  be  advisable 
now  to  undertake  to  adjust  rates  to  meet  any  given  rate  of 
return.  His  impression,  he  said,  was  that  the  law  provided  for 
re-capture  of  earnings  in  excess  of  six  per  cent  regardless  of 
what  might  be  regarded  as  a  fair  rate  of  return. 

It  was  his  opinion,  however,  that  the  Commission  should 
not  say  that  something  less  than  six  per  cent  should  be  con- 
sidered as  a  fair  rate  of  return  for  railroads  as  a  group  or 
groups. 

A  ten  per  cent  reduction  in  rates,  he  said,  in  answer  to  a 
question  by  Commissioner  Lewis,  would  be  translated,  if  at  all, 
into  such  small  changes  in  price  that  the  unorganized  classes 
of  society  would  not  obtain  any  benefit  therefrom.  A  twenty 
per  cent  reduction,  which  would  leave  no  net  whatever,  Mr.  Hines 
thought,  would  so  reduce  the  buying  power  of  the  railroads  that 
the  effect  would  be  adverse  and  hurt  much  more  than  it  could 
possibly  help,  even  if  it  did  stimulate  business  somewhat. 

Mr.  Burchmore  tried  to  have  Mr.  Hines  define  what  he 
meant  by  unorganized  classes  of  society.  His  answer  was  the 
agricultural  interest  and  the  ordinary  consumer.  He  said  he 
did  not  have  in  mind  organized  labor  when  he  spoke  of  the  or- 
ganized classes,  although  he  admitted  that,  primarily,  it  obtained 
.the  benefit  of  the  increases  in  freight  rates. 

Answering  a  question  by  Mr.  Aitchison,  Mr.  Hines  said  the 
changes  in  rules  and  working  conditions  had  been  estimated  to 
cost  $209,000,000.  Estimates  by  others  than  the  statisticians 
and  operating  officials  in  the  Railroad  Administration  ran  as 
high  as  $450,000,000.  Mr.  Hines,  at  another  point,  had  said  that 
he  was  not  able  to  find  out  what  caused  the  big  increase  in, 
operating  costs  in  1920  as  compared  with  1919,  but  he  knew  it 
was  not  due  to  the  national  agreements  negotiated  by  him  be- 
cause, he  said,  the  agreements  made  by  him  were  in  effect  in 
various  parts  of  the  country  before  the  beginning  of  federal 
control. 

"While  the  property  of  the  railroad  companies  has  been 
returned  to  its  owners,  isn't  it  a  fact  that  as  to  one  essential 
part  of  management,  the  owners  have  not  been  restored  to  con- 
trol at  all  because  wages  are  controlled  by  law?"  asked  Mr. 
Burchmore.  He  also  wanted  to  know  whether  it  was  not  his 
opinion  that  there  could  not  be  efficient  management,  in  the  full 
sense  of  the  word,  so  long  as  the  government  had  control  of 
wages. 

Mr.  Hines  admitted  that  the  government  controlled  wages 
but  he  said  that  that  was  not  a  product  of  federal  control;  that 
it  began  before  the  railroads  were  taken  over  by  the  government 
and  continued  now.  The  witness  added  that  he  had  no  accurate 
information  as  to  the  added  cost  of  operation  due  to  control  of 
wages  by  government  and  law,  other  than  the  estimate  of  $209,- 
000,000  before  mentioned.  He  said  the  changes  of  1919  were 
not  expected  to  add  much  to  the  cost  of  operation  and  would 
not  have  added  much  cost  if  the  rules  had  been  administered  in 
a  sympathetic  manner,  the  inference  being  that  the  railroad 
managers  had  administered  the  rules  in  such  a  way  as  to  make 
them  expensive. 

Broadly     speaking,    Mr.    Hines     opposed    general    revisions 
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downward  of  any  other  than  specifically  attacked  rates  and  rate 
adjustments,  because  the  slump  in  business  was  world-wide  and 
not  the  result  of  freight  rates,  admittedly  high,  and  thought  the 
Commission  should  approach  the  subject  in  hand  with  great 
caution,  because  the  railroads  were  not  making  too  much  money, 
lest  what  it  might  do  should  cause  more  harm  than  good.  He 
said  the  reserves  of  the  railroads  were  run  down  and  that  in 
all  cases  of  doubt  the  doubt  should  be  resolved  in  their  favor 
because,  among  other  things,  they  were  such  large  buyers  that. 
they  had  an  appreciable  effect  on  business. 

Commissioner  Campbell  wanted  to  know  if  it  was  Mr.  Hines' 
idea  that  the  railroads  should  have  their  rates  so  arranged  that, 
even  in  times  of  depression,  they  should  be  building  up  reserves. 
Mr.  Hines  said  that  that  was  not  his  idea,  but  merely  that  in 
cases  of  doubt  the  doubt  should  be  resolved  in  favor  of  the 
railroads,  so  that  they  might  again  build  up  their  depleted  re- 
serves, which  they  had  had  no  opportunity  to  do  during  federal 
control.  That  is,  the  Commission  should  not  do  anything  that 
would  adversely  affect  the  interest  of  the  railroads  lest  the 
harm  to  them  would  be  a  harm  to  the  public  interest. 

The  railroads,  he  said,  constituted  the  most  obvious  and 
conspicuous  fact  in  the  country  now.  Therefore,  the  inclination, 
he  said,  was  to  level  every  shaft  at  them  and  hold  them  re- 
sponsible for  things  for  which  they  were  not  responsible. 

His  estimate  that  $1.000.000.000  a  year  could  be  spent  each 
year  for  five  years  in  the  public  Interest  attracted  the  attention 
of  R.  C.  Fulbright,  who  asked  htm  many  questions  Intended  to 
bring  out  the  details  as  to  how  he  had  reached  the  conclusion. 
Mr.  Hlnes  said  that,  before  the  war.  as  chairman  of  the  Santa 
Fe.  he  had  made  a  study  of  the  subject  as  to  that  system  and 
railroads  generally  and  came  to  the  conclusion  that  the  railroad 
managers  who  estimated  a  billion  a  year  were  not  far,  if  any. 
out  of  the  way.  On  account  of  the  vast  Increase  In  the  cost 
of  construction,  he  said,  he  had  retained  his  conclusion  that 
that  amount  of  money  could  be  profitably  expended.  If  money 
could  be  obtained  at  reasonable  terms. 

Finally,  when  Mr.  Fulbright's  questions  became  so  close  and 
searching  Mr.  Hlnes  called  attention  to  the  fact  that  be  had  not 
Included  any  estimate  as  to  the  amount  of  money  that  should  be 
spent  for  extensions,  betterments  and  improvements,  but  that 
In  answering  a  question  he  had  merely  repeated  an  estimate 
which  he  had  made  before  the  war  Increased  somewhat  to  take 
care  of  the  large  Increase  in  prices. 

Mr.  Hlnes  also  recommended  a  more  detailed  report  and 
study  on  the  cost  of  determining  the  terminal  expense  of  doing 
business.  He  said  that  the  road  haul  figures  were  quite  satis- 
factory but  that  not  so  much  could  be  said  for  terminal  expense 
data.  Answering  a  question  by  President  Chandler  of  the 
tinnal  Industrial  Traffic  League.  Mr.  Hlnes  said  It  was  not  in 
his  mind  to  recommend  the  European  method  of  stating  rates 
for  terminal  services  separately,  when  he  advocated  the  collec- 
tion and  reponing  of  more  data  concerning  terminal  expenses. 

Anticipating  some  of  the  contentions  that  will  be  made  when 
the  labor  leaders  take  the  witness  stand.  Commissioner  I 
asked  Mr.  Hines  If  railroad  property  built  out  of  surplus  was  a 
proper  foundation  on  which  to  base  rates.  In  other  words,  should 
property  built  out  of  surplus  be  excluded  from  the  value  of 
property  devoted  to  transportation,  when  the  Commission  exer- 
cises the  power  or  discharges  the  duty  conferred  by  section  15a. 

"The  fact  that  a  part  of  the  property  was  created  out  of 
surplus  does  not  Impair  its  ownership  by  the  company."  said 
Mr.  Hines.  who  added  that,  under  the  law  as  It  stands  and  has 
stood,  the  earnings  of  a  company  could  be  distributed  a*  divi- 
dends or  put  back  Into  the  property,  as  added  capital. 

Earlier  In  his  testimony  the  witness  had  said  that  the  net 
for  1921  was  probably  a  little  better  than  it  seemed,  because  of 
the  deductions  on  account  of  deferred  maintenance.     On  cross- 
examination.  Fred  H.  Wood  arted  him  if  a  period  of  deferred 
maintenance  was  not  also  a  period  of  deferred  retiren 
H  the  end.  deferred  maintenance  was  balanced  by  d- 
•:ients.    Mr.   Hlnes  admitted   that,  in  times  when  a  com- 
pany could  not  keep  up  Its  maintenance  and  therefore  »et  up 
accounts  to  ;»>ndltures  which  should  have  been  made,  it 

also  failed  to  retire  property  which  was  of  really  no  value  to  it 
and  which  would  be  put  out  of  active  service  as  soon  as  there 
was  need  for  good  equipment. 

The  former  Director-General  refused  politely,  not  brusquely. 
to  turn  prophet  at  the  solicitation  of  Mr.  Fulbrlght.  The  latter 
asked  about  prospects.  Mr.  Hlnes  said  he  rather  would  not 
make  predictions.  He  said  he  was  neither  gifted  nor  Informed, 
and  therefore  whatever  he  might  say  would  be  highly  speculative. 
Fulbright  also  wanted  to  know  Mr.  Hines1  opinion  as 
to  whether  the  railroads  were  efficiently  managed  in  1920.  when 
the  heaviest  tnnnnce  ever  known  was  handled.  Mr.  Hines  ad- 
mitted that  there  was  exceedingly  heavy  tonnage  handled,  about 
two  per  cent  more  than  ever  before;  but  he  said  that  he  was 
not  able  to  account  for  the  big  Increase  in  costs.  He  took  the 
f  a  heavy  tonnage-  In  the  fall  of  1920  to  mean,  at  least. 
that  the  equipment  returned  to  the  railroads  by  the  Railroad 
Administration  was  In  good  condition,  else  the  tonnage  could 
•ot  n;i  ited  what  he  had  said  before 

-  namely,  that   the  engines  were  In  a  slightly  better  condition 


at  the  end  than  at  the  beginning  of  federal  control,  and  that 
the  bad  order  car  percentage  was  5.7. 

Chairman  McChord  put  into  the  record,  while  Mr.  Hines  was 
still  on  the  stand,  a  compilation  of  reserve  or  surplus  made 
by  the  Commission,  showing  that  in  1915  the  surplus  was  $1,556,- 
000,000;  in  1916,  $2.159,000,000;  in  1917,  $2,714,000,000;  in  1918, 
$2.784,000,000;  in  1919.  $2,899,000,000;  and,  in  1920,  $2,050,000,- 
000.  The  chairman  asked  if  those  figures  did  not  indicate  a 
fair  amount  of  reserve. 

In  answer  to  more  questions  by  Mr.  Fulbright,  Mr.  Hines 
said  that  in  1918  only  such  extensions  and  improvements  were 
made  as  were  necessary  to  win  the  war.  In  1919,  owning  to 
the  failure  of  Congress  to  make  appropriations  and  the  hos- 
tility of  the  railroad  corporations  and  their  refusal  to  take 
equipment  built  during  the  war,  there  was  little  work  charge- 
able to  (he  capital  account.  In  the  26  months  of  federal  con- 
trol, he  said,  the  work  done  and  charged  to  capital  account 
totaled  only  $1.100,000,000.  He  said  that  only  a  very  small 
amount  of  capital  expenditures  were  made  for  government 
account. 

Mr.  Hines  returned  late  in  the  afternoon  to  explain,  as  he 
said,  the  basis  of  a  dispute  between  himself  and  the  railroad 
executives  as  to  the  condition  of  engines  at  the  end  of  federal 
control.  He  called  attention  to  a  statement  put  out  by  the 
executives  in  which  they  said  that  25.6  per  cent  of  the  engines 
were  in  bad  order  at  the  end  of  federal  control.  He  said  that 
that  percentage  was  based  on  reports  made  to  the  Interstate 
Commerce  Commission  requiring  all  engines  held  out  of  service 
for  more  than  24  hours  for  repairs  to  be  reported,  regardless 
of  how  short  a  time  was  required  for  making  repairs.  He  said 
there  were  no  comparable  figures  for  the  period  prior  to  federal 
control.  The  Railroad  Administration,  he  said,  as  a  check  upon 
the  master  mechanics,  early  in  1918,  devised  a  rule  requiring  the 
reporting  of  locomotives  held  out  of  service  for  more  than  21 
hours  awaiting  repairs.  Prior  to  that  time,  he  said,  the  rules 
required  the  reporting  of  engines  as  being  out  of  service  only 
when  they  needed  what  were  known  as  classified  repairs.  There 
was.  however,  no  uniformity.  Recasting  the  figures  gathered 
after  a  degree  of  uniformity  had  been  brought  about,  he  said, 
showed  that  18.5  per  cent  of  bad  order  engines  were  taken  over 
by  the  government,  while  only  17.8  per  cent  were  in  bad  order 
when  government  control  ended.  He  said  that  that  difference 
of  eight-tenths  of  one  per  cent  was  what  he  used  as  a  base 
for  his  assertion  that  engines  were  in  slightly  better  condition 
at  the  end  than  at  the  beginning  of  federal  control.  Mr.  Hines' 
conclusion  differed  in  no  material  respect  from  that  of  Daniel 
Willard.  when  the  latter  testified  In  ihe  early  part  of  this  in- 
vestigation. Mr.  Willard  said  that  thV  engines  were  in  slightly 
better  repair  when  the  government  handed  them  back  than 
they  were  when  It  took  them  over. 

More  Shippers  Testify 

Speaking  for  the  Manufacturers'  Association  of  Connecticut, 
J.  F.  Atwater  of  New  llritain  said  that  in  the  opinion  of  that 
Association  a  horizontal  reduction  in  rates  would  stimulate  busi- 
ness. He  did  not  say  how  much  of  a  reduction  should  be  made. 
He  said  that  some  of  the  largest  industries  in  New  England  were 
losing  business  in  the  central  western  states  because  the  high 
freight  rates  made  successful  competition  impossible.  He  filed  ex- 
hibits to  show  that  the  service  of  the  railroads  was  poorer  in  1921 
than  In  1913;  also  that  trucks  were  hauling  In  New  England 
to  such  an  extent  that  practically  all  commodities  rated  first 
class  or  higher  could  be  taken  from  door  to  door  for  less  than 
the  freight  rate.  Trucks,  he  said,  did  not  classify  their  freight, 
but,  generally  speaking,  their  rates  are  about  third  class.  The 
third  class  rate  from  New  Britain  to  New  York  was  44  cents, 
he  said,  while  the  motor  truck  rate  for  store-door  delivery  was 
45  cents.  He  said  the  shippers  in  his  part  of  the  country  would 
send  their  goods  by  freight  than  by  motor  truck,  and 
at  throughout  New  England  the  taxes  on  motor  trucks  were 
being  greatly  Increased,  because  there  was  a  feeling  that  they 
were  not  paying  their  share  of  the  cost  of  keeping  up  the  roads. 

W.  J.  CIpperly  of  Troy.  N.  Y..  for  the  Association  of  Collar 
Manufacturers,  said  the  members  of  the  association  favored 
horizontal  rather  than  specific  reductions  in  rates.  His  direct 
testimony  consisted  of  only  one  sentence.  On  cross-examination 
he  said  that  collars  moved  at  the  first  class  rate  and  were 
sometimes  loaded  to  the  capacity  of  a  car.  When  there  was 
a  carload,  he  said.  It  was  worth  $20,000.  He  said  that  the  price 
of  collars  was  35  per  cent  above  prewar. 

R.  Moot,  attorney  for  the  General  Electric  Company,  said 
that  that  company  felt  there  should  be  no  impairment  of  the 
net  revenue  of  the  railroads  by  general  reductions,  horizontal 
or  otherwise,  until  their  earnings  were  such  as  were  contem- 
plated by  the  transportation  act.  He  said  that  many  of  the 
questions  of  rates  and  ratings  were  questions  for  classification 
committees  and  the  Commission. 

J.  L.  Maloney  of  Wilmington,  Del.,  for  the  Institute  of 
Makers  of  Explosives,  said  that  that  organization  was  in  accord 
with  the  position  taken  by  the  National  Industrial  Traffic  League. 
He  complained,  however,  that  those  parts  of  the  rates  repre- 
renting  Insurance  or  risk  on  the  explosives  were  extremely  high. 
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James  D.  Negus,  claiming  to  represent  the  public,  the  best 
interest  of  the  carriers,  and  the  public  interest  generally,  had 
been  given  ten  minutes  in  which  to  tell  the  Commission  what 
was  wrong  and  how  it  might  be  corrected.  After  he  had  taken 
the  oath  Commissioner  Hall  observed  that  he  had  been  given 
ten  minutes  and  that  he  should  reserve  some  of  the  time  for 
cross-examination. 

"Why  it's  mentally  and  physically  impossible  for  me  even 
to  begin  my  statement  in  ten  minutes,"  said  the  prospective 
witness.  "I  don't  see  why,  representing  the  public  as  I  do,  I 
should  be  asked  to  state  the  case  in  ten  minutes."  Mr.  Hall 
said  that  many  men  had  asked  for  an  hour,  as  had  Mr.  Negus, 
but  had  been  required  to  compress  their  thoughts  into  what 
could  be  delivered  in  ten  minutes.  Mr.  Hall  said  that  the  Com- 
mission would  see  whether  it  could  give  him  more  time  later 
on.  Mr.  Negus  did  not  testify. 

E.  M.  Gleason,  traffic  manager  of  the  Texarkana  Freight 
Bureau,  complained  about  rates  on  fruits  and  vegetables,  and 
especially  the  heavy  increases  in  the  distribution  rate.  He  said 
he  did  not  care  how  high  rates  from  the  big  markets  from  the 
North  were  made,  but  that  he  was  interested  in  having  a  rea- 
sonable level  of  distribution  rates.  He  said  that  if  the  rail- 
roads desired  to  avoid  having  flat  wheels  under  their  refrig- 
erator cars,  they  had  better  take  account  of  the  condition  in 
which  they  had  placed  the  farmer,  because  he  would  not  forever 
continue  to  work  to  produce  tonnage  for  them  unless  he  was 
enabled  to  make  a  living  at  it.  Mr.  Gleason  said  that  they  were  ' 
interested  very  largely  in  sweet  potatoes. 

"You  ship  them  to  the  North  and  East,  don't  you?"  asked 
Mr.  Gwathmey. 

"No,"  said  Mr.  Gleason.  "They  don't  know  a  sweet  potato 
up  there.  They  eat  the  Jersey  thing.  They  arn't  educated." 
Whereupon  Commissioner  Cox  smiled  broadly,  even  as  Com- 
missioner Hall  had  twinkled  about  the  eyes  when  Mr.  Gleason 
said  that  the  Colorado  potato  was  no  good  as  a  seed  potato. 

Mr.  Vincent,  appointed  by  the  governor  of  Colorado  as  a 
member  of  the  state's  committee  on  transportation,  asked  for 
the  removal  of  Ex  Parte  74  increases  on  agricultural  products, 
the  products  of  mines,  live  stock  and  building  materials.  He 
said  the  railroads  had  not  been  efficiently  operated  and  quoted 
at  length  from  S.  Davies  Warfleld  in  support  of  his  contention. 

Secretary  Hoover  did  not  appear  as  a  witness  February  1, 
as  planned.  A  last  minute  change  shifted  the  time  for  his 
appearance  to  February  3,  as  suiting  his  convenience  and  that 
of  the  Commission.  The  tentative  program,  prior  to  that,  had 
been  much  changed  because  witnesses  were  delayed  by  the 
inability  of  the  railroads  to  move  trains  into  and  out  of  Wash- 
ington, for  several  days  following  the  unusual  fall  of  snow  the 
last  two  days  of  the  preceding  week. 

At  the  morning  session  of  February  1,  C.  H.  Coffin  spoke 
for  the  mining  and  agricutural  interests  of  Idaho  in  that  part 
of  the  state  included  in  the  Salt  Lake  City  district  of  the 
Federal  Reserve  Bank.  He  also  spoke  for  the  contiguous  parts 
of  Utah.  He  painted  a  black  condition,  as  warrant  for  a  reduc- 
tion in  the  rates  on  products  of  the  mines,  farms  and  ranees 
Conditions  in  southern  Idaho,  which  is  in  the  Salt  Lake  City 
district,  he  said,  were  so  bad  that  bank  loans  were  in  excess 
of  bank  deposits.  The  deposits  on  June  30  amounted  to  $49,590,- 
066,  while  the  loans  made  by  the  banks  to  the  miners  and  farm- 
ers amounted  to  $64,046,385.  The  conditions  in  Utah,  from  a 
banking  point  of  view,  were  not  so  bad,  but  the  loans  amounted 
to  95  per  cent  of  the  deposits.  Deposits,  he  said,  had  shown  a 
tendency  to  decrease  without  a  corresponding  decrease  in  loans. 
In  other  words,  he  said  that  the  people  were  actually  living 
on  what  they  had  borrowed,  without  being  able  to  cut  down 
their  loans,  even  temporarily.  Many  fanners  were  not  able, 
last  fall,  to  pay  the  banks  the  money  they  had  borrowed  to 
make  their  crops,  he  said.  Banks  have  been  constrained,  he 
said,  to  take  chattel  mortgages  on  the  personal  property  of 
the  farms  and  second  and  third  mortgages  on  their  real  estate 
as  the  only  additional  security  for  loans  away  in  excess  of 
the  money  that  could  be  realized  from  the  forced  sale  of  assets. 
His  point  was  that  it  would  be  to  the  interest  of  the  railroads 
to  reduce  their  rates  and  thus  help  restore  the  industries  upon 
which  they  depend  for  tonnage. 

Alpheus  Winter,  general  manager  for  the  Bridgeport  (Conn  ) 
Manufacturers'  Association,  said  the  general  level  of  rates  must 
come  down  if  the  country  was  to  get  back  to  normal.  Rates, 
he  said,  constitute  one  of  the  five  or  six  items  of  cost  that  must 
be  dealt  with  to  bring  about  a  natural  and  balanced  flow  of 
production,  transportation  and  consumption. 

R.  C.  Jones,  Philadelphia,  for  the  National  Paper  Box  Manu- 
facturers' Association,  the  National  Association  of  Baby  Ve- 
hicle Manufacturers,  the  National  Association  of 'Juvenile  Ve- 
hicle Manufacturers'  Association  and  the  Linoleum  Manufac- 
turers' Association,  said  the  associations  represented  by  him 
emphatically  believe  that  if  the  Commission  decided  to  make 
reductions  they  should  be  made  in  the  form  of  horizontal  per- 
centage, applying  to  all  commodities  alike. 

"We  feel,  very  strongly,  that  unless  such  reductions  are 
applied  to  manufactured  products  as  well  as  to  so-called  basic 
commodities,  the  psychological  effect  would  be  largely  lost  be- 


cause the  ordinary  man  does  not  feel  the  effect  of  reductions 
on  iron  ore  and  the  steam  sizes  of  coal,"  said  Jones. 

The  witness  advocated  placing  a  definite  limit,  by  the  Com- 
mission, on  whatever  it  might  say  about  reductions  or  about 
its  inability  to  order  further  reductions.  On  that  point  he  said: 
"We  believe  it  would  be  a  distinct  advantage  to  business  if 
after  the  Commission  had  reached  its  conclusions  in  this  case 
the  statement  could  be  made  that  the  rates  would  then  be  fixed 
to  cover  a  definite  period.  It  would  help  to  remove  the  feeling 
of  uncertainty  which  now  causes  the  manufacturer  to  buy  his 
raw  materials  in  a  hand-to-mouth  fashion  and  would  also  make 
the  buyer  feel  that  he  was  justified  in  buying  up  to  his  require- 
ments for  that  period  at  least." 

Mr.  Jones  raised  the  curiosity  of  R.  N.  Collyer,  formerly 
chairman  of  the  Official  Classification  Committee  and  now  chair- 
man of  the  Trunk  Line  Association,  to  the  nth  degree,  by 
making  observations  about  the  maladjustment  of  freight  rate 
bases  which  result  in  making  it  cheaper  for  his  clients  to  ship 
by  express  than  by  freight.  To  help  Mr.  Collyer  check  that 
situation  the  witness  quoted  him  the  rates  on  baby  buggies  and 
things  like  that  from  Philadelphia  to  Charlotte,  N.  C.,  Nashville, 
Memphis,  Little  Rock,  Dallas,  Kansas  City,  Denver  and  Salt 
Lake  City.  The  shippers,  he  said,  did  not  need  express  service 
but  inasmuch  as  it  was  cheaper  than  freight,  they  were  con- 
strained to  ship  on  passenger  trains  rather  than  on  freight.  The 
maladjustment  results  from  putting  ratings  of  two  and  three 
times  first  class  on  such  articles,  In  the  freight  publications, 
he  said. 

The  National  Consumers  League,  which  has  long  been  a 
nebulous  organization  participating  in  hearings  before  Congress 
and  the  Commission,  but  the  membership  of  which  has  never 
been  definitely  ascertained,  through  Mrs.  Florence  Kelly,  said 
high  freight  rates  and  waste  in  the  operation  of  the  railroads, 
especially  the  high  salaries  of  railroad  officials,  resulted  in  mak- 
ing prices  for  the  poor  in  the  slum  districts  too  high  for  them 
to  pay.  Children  were  being  sent  to  school  with  no  more  break- 
fast than  a  cup  of  bad  coffee,  whereas  formerly  their  breakfast 
consisted  of  a  cup  of  coffee  and  a  slice  of  bread.  She  said  that 
coming  from  New  York  to  Washington,  she  was  impressed  with 
the  large  number  of  empty  freight  cars  on  the  sidetracks  with 
double  diners  on  the  express  passenger  trains.  She  said  retail 
prices  had  not  kept  downward  pace  with  wholesale  prices,  if 
there  had  been  any  reduction  in  wholesale  prices.  She  bewailed 
the  absence  of  bacon  from  the  table  of  nurses.  She  agreed,  in 
a  general  way,  with  the  big  producers  who  had  asked  for  reduc- 
tions. She  said  she  was  not  competent  to  say  whether  the  re- 
ductions should  be  general  or  on  selected  basic  commodities. 

Advocating  a  horizontal  general  reduction  in  rates,  J.  T. 
Ryan,  president  of  the  Southern  Traffic  League,  called  attention 
to  the  fact  that,  in  his  opinion  the  figures  put  into  the  record 
by  G.  W.  Lamb,  for  the  southern  carriers,  show  that  they  have 
not  economically  managed  their  properties,  else  their  income 
would  have  been  in  the  neighborhood  of  4  per  cent.  He  said 
that  he  could  speak  only  in  a  general  way  for  shippers  in  the. 
south  and  that  the  League  would  not  think  of  pretending  that 
it  could  speak  for  individual  shippers.  On  the  contrary,  he 
said,  it  had  suggested  that  shippers  make  presentations  in  their 
own  behalf.  He  did  not  intend  to  intimate  that  4  per  cent  was 
an  adequate  return  on  railroad  or  any  other  property,  but  his 
point  was  that  it  was  not  to  be  regarded  as  so  inadequate  as 
to  be  ridiculous  when  considered  in  connection  with  the  fact 
that  private  industry,  in  the  southeast,  was  making  not  a 
moderate  return,  but  suffering  enormous  losses.  He  said  that 
the  lines  in  the  southeast  had  not  reduced  their  operating  costs 
as  much  as  lines  in  the  southwest,  else  their  showing  would 
have  been  better.  After  giving  a  number  of  facts  to  prove  his 
contention,  the  witness  said: 

Another  item  which  shows  the  Southern  District  is  holding  its 
own,  with  the  single  exception  of  the  operating  expenses,  as  com- 
pared with  the  balance  of  the  country,  is  the  railway  operating  reve- 
nues. For  the  11  months  ending  with  November  30,  1921,  the  rail- 
way operating  revenues  in  the  Southern  District  declined  9.8  per 
cent  as  compared  with  1920  and  the  balance  of  the  country  sustained 
a  loss  of  9.3  per  cent  in  the  same  item  for  the  11  months  ending 
with  November  30,  1921,  as  compared  with  the  same  period  of  1920 
(see  sheet  4  of  my  exhibit).  A  similar  showing  for  the  5  months' 
period  July  1st  to  November  30th  will  be  found  in  sheet  5  of  my  exhibit. 
This  information  is  contained  in  statements  issued  by  the  Com- 
mission's Bureau  of  Statistics  for  November.  1921. 

As  a  further  illustration  of  the  fact  that  the  Southern  Lines  have 
not  reduced  their  operating  costs  to  the  extent  of  other  districts,  I 
would  like  to  make  a  comparison  with  the  Southwestern  District. 
As  the  Commission  knows,  the  Southeastern  Lines  or  the  Southern 
District  is  only  separated  from  the  Southwestern  District  by  the  Mis- 
sissippi River  and  the  operating  conditions  are  more  similar  in  the 
Southeast  and  Southwest  than  between  the  Southeast  and  any  other 
part  of  the  country.  Taking  the  Commission's  Bureau  of  Statistics' 
report  for  the  11  months  ending  with  November  30,  1921,  as  com- 
pared with  the  same  period  of  1920,  we  find  that  the  Southern 
District  Class  1  Railroads  have  a  total  mileage  of  38,452.68  miles  while 
the  Southwestern  region  has  32,650.36  miles.  In  other  words,  the 
mileage  of  the  Southwestern  Lines  Is  85%  of  the  mileage  of  the  South- 
east. The  comparison  of  the  Southern  District  with  the  Southwestern 
region  will  be  found  on  page  6  of  my  exhibit. 

The  Southeastern  Lines,  which  for'  convenience  Is  called  the 
Southern  District,  reduced  their  operating  expenses,  as  I  have  here- 
tofore stated,  only  15.5  per  cent  and  the  balance  of  the  country,  ex- 
cluding the  Southern  District,  20.7  per  cent.  This  refers  to  the  11 
month  period  January  1  to  November  30,  1921,  compared  with  the 
same  period  of  1920.  Now  it  is  a  significant  fact  that  the  South- 
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western  District  In  the  same  eleven  months  of  1921.  as  compared 
with  1920.  reduced  their  operating  expenses  20.7  per  cent  or  the 
same  per  cent  as  the  balance  of  the  country  other  than  the  Southern 
District.  The  operating  expenses  In  the  11  months  ending  with  No- 
vember 30.  1921.  for  the  Southwestern  region  was  $387. 674.999.00 
and  for  the  same  period  of  1920.  H8S.811.791.00.  a  decrease  of  $101.136.- 
792.00  or  20.7  per  cent  decrease  while  In  the  Southern  District  for 
11  months  of  1921  the  operating  expense  was  1549.655.755.00  and  1! 
$650.135.034.00  or  a  decrease  of  1100,479.279.00  or  la.5  per  cent.  With 
15  per  cent  less  mileage  the  Southwestern  region  reduced  its  operat- 
ing expense,  expressed  in  dollars,  a  greater  amount  than  in  the  South- 
ern District,  the  difference  being  $657.513.00.  If  the  operating  expenses 
in  the  Southern  District  had  been  reduced  to  the  same  extent  as  in 
the  Southwest,  our  operating  expenses  would  have  been  reduced 
$114.577.952.00  or  133.441,160.00  more  than  In  the  Southwest.  This  ex- 
plains. In  a  large  measure,  the  greater  net  revenue  earned  In  the 
Southwest  for  the  11  months  of  1921  than  in  the  Southeast. 

The  net  revenue  In  the  Southwest  for  1921  was  167.317.748.00 
while  In  the  Southeast  It  was  I41.7C3.094.00.  a  difference  In  favor  of 
the  Southwest  of  I25.554.C54.00.  But  we  must  again.  In  this  connec- 
tion, make  clear  that  If  our  operating  expense  had  been  reduced 
relatively,  the  net  revenue  In  the  Southeast  would  have  been  greater 
than  In  the  Southwest.  Our  net  would  have  been  more  than  79  mil- 
lion dollars  as  against  167.317,748.00  In  the  Southwest  a  difference 
of  twelve  million  dollars  In  favor  of  the  Southeast 

The  Bureau  of  Railway  Economies'  summary  of  statistics  for 
Class  1  railroads  for  the  10  months  ending  October  31.  1921.  show 
that  the  traffic  density  In  the  Southern  District  is  greatly  In  excess 
of  the  Southwest.  The  gross  ton  miles  per  mile  of  road  In  the 
Southern  District  was  S5.485.742  and  In  the  Southwest  54.411.412.  In 
other  words,  the  traffic  density  per  mile  In  the  Southwest  Is  only 
a  per  cent  of  the  Southeast.  The  net  revenue  and  non-revenue  ton 
miles  per  mile  of  road  was  S7.4SC.T01  In  the  Southern  District  and  In  the 
Southwest  23.S74.901  or  C8  per  cent  of  the  Southern  District. 

In  conclusion  I  wish  to  say  that  the  shippers  In  the  South  feel  very 
strongly  that  the  wage  scale  paid  railroad  employes  Is  so  far  In  excess 
of  the  general  market  price  of  labor  In  other  Industries  In  the  South 
as  to  make  It  obvious  the  roads  are  not  being  economically,  operated 
and  we  expect  the  Labor  Board  to  reduce  these  wages  so  as  to  brlnic 
them  Into  line  with  other  classes  of  labor.  When  this  Is  done,  and 
we  hope  soon,  with  reduced  fuel,  lumber  costs  and  Iron  and  steel 
prices,  which  are  now  In  the  record,  the  Southern  lines  will  undoubt- 
edly exceed  C  per  cent,  based  upon  present  rates. 

The  outlook  for  the  Southern  carriers  Is  distinctly  a  hopeful  one 
and  we  regret  to  say  we  can  sec  no  such  tendency  In  private  Industry 
in  the  same  territory  unless  there  be  some  reduction  In  the  prevailing 
high  freight  rates.  We  can  only  speak  In  a  general  way.  but  taking 
all  of  the  facts  Into  consideration,  we  are  convinced  that  a  horizontal 
reduction  In  all  rates  would  greatly  benefit  both  carriers  and  shippers. 

Favoring  a  horizontal  reduction  In  all  freight  rates.  McKln 
ley  \V  Krclgh.  commerce  counsel  on  the  Washington  staff  of  the 
American  Mining  Congress,  said  he  desired  to  warn  the  railroads 
of  the  disastrous  consequences  of  a  maintenance  of  the  existing 
level  of  rates  on  the  raw  products  of  the  mine*,  which,  he  said. 
amounted  to  fifty  per  cent  of  their  tonnage.  Because  the  ton- 
nage was  already  so  great,  further  development  thereof  was  or 
should  he  a  matter  of  vital  concern  to  them. 

Mr.  Krlegh  said  that  by  curtailing  mining  operations,  and. 
In  many  Instances,  dent  roping  potential  mineral  reserves  by 
forcing  selective  mining,  through  the  maintenance  of  an  ab- 
normally high  rate  level,  the  carriers  are  seriously  endangering 

r  Investment.  He  pointed  out  that  when  the  mines  close 
down  or  curtail  operations  the  roads  lose  tonnage  both  ways. 

«ald  the  undue  burden  Imposed  upon  the  mining  industry 
and  the  general  public  must  be  removed  by  a  general  reduction 
of  rates  In  order  to  encourage  the  development  of  natural  re- 
sources, to  stimulate  building  operations,  to  relieve  the  un- 
employment situation,  to  lower  the  high  cost  of  living,  and  to 
bring  about  a  normal  adjustment  of  business  and  Industrial  con- 
ditions. 

With  respect  to  coal  rate*.  Mr.  Krlegh  said  that  the  enor- 
mous cost  of  transportation  of  coal  Is  unjustly  disproportionate 
to  Its  value  at  the  mine*.  Coal  operators,  he  said,  would  only 
benefit  from  reduced  rates  by  the  Increased  demand:  but  the 
railroads  would  benefit  by  an  Increased  volume  of  trafflc.  both 
from  coal  and  products  of  Industries  using  coal,  and  the  public 
would  be  greatly  benefited  because  the  coal  distributors  would 
have  less  freight  costs  to  pass  on  to  the  consumer. 

Mr.  Kriegh  submitted  figures  showing  an  alarming  decrease 
In  ore  traffic,  particularly  on  the  western  lines,  and  In  the  num- 
ber of  mine  and  quarry  operators  since  1911.  This  condition, 
he  said,  is  largely  due  to  excessive  rates  which  make  mining 
and  quarrying  unprofitable  and  prevent  the  free  development  and 
operation  of  new  deposits. 

The  Southwestern  Industrial  Traffic  League.  the  Texas  In- 
dustrial Trafflc  League  and  the  Texas  Chamber  of  Commerce 
occupied  nearly  the  whole  of  the  afternoon  aes.sion  of  February 
1.  The  Commission,  however,  found  time  to  listen  to  James  D. 
Negus,  the  man  who  had  a  solution  for  all  the  troubles  of  the 
railroads,  but  who.  several  days  before,  had  declined  to  under- 
take even  an  outline  of  his  remedy  In  the  ten  minutes  allotted 
to  him.  The  Negus  proposition  was  that  the  railroads  of  the 
.  mry  should  put  a  concrete  roof,  so  to  speak,  over  their  ties 
and  ballast  so  as  to  avoid  the  maintenance  expenses  Incident 
to  their  renewal.  He  said  It  could  be  done  at  a  cost  of  200 
barrels  of  cement  per  mile  which,  at  present  prices,  he  said 
could  be  obtained  for  about  $400.  the  labor  of  ten  men  for  one 
day,  at  a  cost  of  about  $50.  and  about  $50  per  mile  for  Inci- 
dental expenses.  He  nald  the  concrete  would  bind  the  ballast 

•her  and  protect  the  ties  for  an  Indefinite  period.  He  said 
that  even  a  210,00-pound  locomotive  passing  over  the  rails  would 


not  have  any  effect  upon  the  roadbed  the  crown  of  which  had 
been  solidified  by  a  top  dressing  of  concrete. 

John  R.  Tierney,  secretary  of  the  Manufacturing  Chemists' 
Association,  advocated  reductions  in  rates  and  wages  concur- 
rently in  accordance  with  the  plan  of  the  National  Industrial 
Traffic  League.  He  wasted  no  time  in  stating  his  position,  leav- 
ing the  Commission  to  infer  that  what  President  Chandler  had 
said  for  the  League  made  a  full  and  adequate  presentation  for 
the  manufacturing  chemists. 

Southwestern  Traffic  League 

R.  C.  Fulbright  and  F.  W.  Lefflngwell  presented  the  views 
of  the  Southwestern  League  and  the  Texas  organization.  Mr. 
Fulbright  devoted  himself  to  the  situation  in  the  Southwest 
generally,  while  Mr.  Lefflngwell,  by  means  of  an  exhibit,  anal- 
yzed 103  of  the  reductions  mentioned  by  Edward  Chambers  in 
one  of  his  exhibits  in  which  he  listed  the  reductions  made  by 
the  railroads  in  the  western  district  since  Ex  Parte  74  became 
operative.  Mr.  Lefflngwell's  exhibit  purported  to  show  that  the 
vast  majority  of  changes  In  rates  were  made  to  correct  errors, 
establish  rates  from  new  lines,  to  enable  certain  carriers  to 
retain  trafflc  that  would  otherwise  go  by  the  routes  of  com- 
petitors because  of  changes  in  relationship,  and  to  keep  trafflc 
away  from  the  motor  trucks.  He  said  practically  everyone  was 
Intended  to  Increase  and  not  to  decrease  the  revenues  of  the 
carriers  and  that  the  effect  of  most  of  them,  if  there  was  any, 
would  be  an  increase  in  revenue. 

In  his  presentation  of  the  subject  Mr.  Fulbright  warned  the 
Commission  that  the  case  before  It  was  a  transportation  ques- 
tion to  be  solved  on  the  principles  which  heretofore  had  guided 
the  Commission  in  its  decisions. 

"We  do  not  believe  this  Commission  should  undertake  to 
compel  the  carriers  to  reduce  rates  generally,  or  on  any  given 
commodity,  merely  because  shippers  generally  or  the  shippers 
of  such  commodity  are  not  prospering,"  said  the  witness.  "How- 
ever great  may  be  the  econmlc  demand  for  the  reduction  of 
rates,  we  believe  this  Commission  should  see  that  any  reduction 
Is  a  logical  one  from  a  transportation  standpoint  In  order  that 
the  rates  may  be  reasonable,  just  and  non-discriminatory. 

"There  Is  a  distinction  between  the  considerations  of  eco- 
nomic questions  which  bear  upon  trafflc  and  those  which  affect 
the  public  welfare  more  generally.  For  example:  The  Commis- 
sion baa  always  permitted  a  showing  of  an  economic  situation 
in  so  far  as  the  aame  bears  upon  the  question  as  to  whether 
or  not  trafflc  will  move  under  a  given  set  of  rates,  or  upon  the 
question  of  whether  or  not  the  adjustment  of  the  rates  as  such, 
unduly  restricts  the  movement  of  trafljr.  It  has  also  given  con- 
sideration to  production,  consumption,  and  distribution  for  the 
purpose  of  ascertaining  the  character  and  volume  of  trafflc  at 
a  given  time  or  that  which  may  be  expected  for  a  future  period." 

Mr.  Fulbright  said  he  believed  it  was  fallacious  to  plead  for 
reductions  In  rates  on  certain  commodities  because  of  the  pros- 
trate condition  of  the  industry  producing  such  commodities.  He 
continued: 

When  one*  the  Commission  orders  a  rate  reduction  on  the  ground 
that  the  shippers  Interested  In  such  rates  are  losing  money  and  need 
help,  the  door  will  be  at  once  open  to  the  plea  of  all  who  'eel  that  they  arc 
In  any  way  oppressed.  When  once  the  public  concludes  that  thin 
Commission  will  order  freight  rate  reductions  to  relieve  economic 
distress,  the  door  will  he  open  to  every  kind  of  public  pressure  which 
may  be  Invoked  by  various  classes  of  the  shipping  and  consuming 
public.  We  will  rapidly  puss  Into  an  era  where  political  Issues  will 
be  framed  upon  agitation  for  reduced  freight  rates. 

I  am  surprised  that  representatives  of  the  carriers  have  Indicated 
that  this  proceeding  Is  primarily  an  economic  case.  Such  would  Be  11 
most  dangerous  precedent  and  undoubtedly  would  lead  to  political 
Interference,  to  the  great  detriment  to  the  transportation  system. 

I  have  made  this  statement  to  the  end  that  there  should  be  no 
misunderstanding  of  our  position  In  Introducing  certain  economic 
testimony  In  this  case.  Let  It  be  understood  at  the  outset  that  our 
position  Is  that  freight  rates  should  be  reduced  only  so  far  as  there 
Is  a,  reasonable  outlook  for  a  resumption  of  normal  trafflc  and  a  reduc- 
UofT  of  operating  expenses.  I  will  go  further  and  say  that  If  we 
could  not  normally  expect  a  greater  traffic  than  that  handled  In  1921  or  a 
reduction  of  operating  costs  below  the  level  for  that  year,  most 
assuredly  no  general  reduction  of  rates  should  be  undertaken. 

We  believe  that  there  can  be  a  general  reduction  of  rates  In 
western  territory  without  Impairing  the  carriers'  revenues  in  the 
future.  There  are  many  fallacies  In  the  case  which  hag  been  presented 
by  the  railroads,  but  most  of  these  should  be  pointed  out  In  argument 
rather  than  brought  to  your  attention  during  the  taking  of  testimony. 

I  cannot  refrain  from  calling  your  attention  to  the  fact  that 
the  carriers  have  predicated  this  case  upon  a  constructive  year  which 
represents  the  lowest  ebb  of  trafflc  for  a  period  of  several  years,  ami 
at  a  time  when  general  deflation  has  respited  In  paralyzed  industry. 
It  also  Is  shown  by  their  own  testimony  that  by  reason  of  their 
method  of  charging  In  materials  when  they  are  applied  to  maintenance 
or  operation  at  the  average  price  of  all  such  materials  then  In  stock,  the 
operations  for  th«  constructive  year  have  been  virtually  upon  peak 
prices.  This  Is  well  Illustrated  In  their  exhibits  as  to  coal  prices, 
coupled  with  their  testimony  that  coal  may  now  be  obtained  at  prac- 
tically one-half  the  average  price  shown  for  the  constructive  year. 
The  same  Is  true  as  to  labor  costs  for  two-thirds  of  the  constructive 
year.  Oreat  saving  has  already  been  effected  In  these  costs  and 
large  additional  savings  should  be  effected  when  the  present  applica- 
tions of  the  carriers  for  further  reduction  of  labor  scales  are  acted 
upon. 

A  witness  who  will  follow  me  will  give  some  figures  showing  a 
comparison  of  going  costs  of  labor  at  a  representative  po  nt  In  the 
southwestern  territory  as  between  the  railroads  and  other  Industries. 

As  to  prices  of  materials.  I  have  been  working  on  same  price 
quotations  In  Imnortant  commodities  used  by  railroads,  but  have  been 
unable  to  complete  these  comparisons  up  to  the  present  time.  I 
would  like  permission  to  place  these  In  exhibit  form  when  com- 
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pleted,  and  show  thereon  the  authority  for  the  quotations,  all  of  which 
will  be  of  public  record,  and  let  It  be  filed  as  an  exhibit  later  In  this 
proceeding.  Certainly  no  definite  conclusion  can  be  reached  by  the 
Commission  without  such  information  before  it,  and  it  Is  peculiar  to 
me  that  the  carriers  have  not  furnished  such  information  in  con- 
nection with  their  testimony.  They  have  only  given  prices  upon  a 
very  limited  number  of  articles. 

Another  fallacy  in  this  case  is  the  claim  that  the  carriers  need  a 
tremendous  amount  of  additional  capital  for  additions  to  and  better- 
ments of  their  present  facilities.  Many  vague  and  general  estimates 
have  been  made  and  the  only  specific  estimates  shown  are  presented 
I iy  Mr.  Shriver,  who  showed  a  result  of  a  questionnaire  to  all  carriers 
in  his  exhibit  No.  45,  estimating  that  $266,000,000  should  be  spent  in 
1922  on  the  roads  and  general  expenditures  and  $102,000,000  for  addi- 
tional equipment  based  on  the  present  volume  of  traffic,  at  a  time 
when  there  is  a  large  surplus  of  cars  and  power,  whereas  for  a  normal 
volume  of  traffic  there  should  be  spent  In  1922  an  additional  $209,000,- 

nn  road  and  general  expenditures,  and  $191,000,000  on  equipment. 
This  estimate  included  the  reduction  of  grades  and  curves,  double 
tracks,  yard  tracks,  bridges  and  general  terminal  facilities.  Certainly 
sumo  careful  scrutiny  should  be  given  to  the  items  included  by  various 
lines  in  support  of  these  estimates.  It  is  not  stated  that  an  equal 
amount  Is  needed  each  year,  but  this  impression  is  created  by  the 
.-i.-i lenient  that  during  the  ten  years  prior  to  federal  control  $600,000,000 
per  year  was  spent  for  additions  and  betterments.  The  increase  in  the 
total  book  investment  under  the  reports  of  this  Commission  from 
.June  30,  1908.  to  December  31.  1917.  show  that  $5.360,000.000  was 
added  to  the  investment  account.  This  is  shown  in  the  35th  annual 
report  of  this  Commission,  where  at  pages  81  to  83  it  is  also  shown 
that  for  that  period  this  investment  included  20,158  miles  of  new  rail- 
road. 29.211  miles  of  increase  in  operated  railroad  mileage,  48  per 
cent  increase  in  miles  of  second  or  additional  main  tracks,  an  increase 
of  one-third  in  the  miles  of  yard  track  and  sidings,  an  increase  of 
HO  per  cent  in  the  total  locomotive  tractive  power,  and  an  increase  of 
34  per  cent  in  the  total  capacity  of  freight  cars,  excluding  cabooses. 

It  is  significant  that  it  is  not  claimed  that  new  lines  of  railroad 
are  now  needed.  This  is  generally  true  in  southwestern  territory  and 
certainly  the  development  of  automobile  truck  transportation,  together 
with  good  roads,  is  eliminating  the  economic  necessity  for  short  rail- 
road feeders.  Furthermore,  it  is  undisputed  that  the  railroads  handled 
the  heaviest  traffic  in  their  history  the  first  nine  months  of  1920,  with- 
out inconveniencing  the  public,  without  congestions  except  such  as 
that  incident  to  the  switchinen's_  strike  in  the  spring  of  that  year. 

In  view  of  these  outstanding  undisputed  facts  something  more 
than  these  vague  estimates  should  be  made  before  this  Commission 
can  find  that  provision  must  be  made  for  a  substantial  amount  of 
additions  and.  betterments  to  meet  the  immediate  needs  of  the  car- 
riers, it  is  conceded  tha£  a  great  deal  of  equipment  needs  repairs 
and  the  reasons  for  this  have  been  thoroughly  developed. 

The  interests  represented  by  me  believe  that  a  general  reduction, 
if  not  more  than  10  per  cent,  would  of  itself  greatly  stimulate  devel- 
opment of  traffic  in  the  southwestern  territory.  This  is  not  necessarily 
true  as  to  every  commodity,  but  it  is  true  as  to  numerous  commod- 
ities and  class  traffic  generally.  The  very  fact  that  railroad  rates 
are  virtually  at  their  peak,  while  other  costs  have  been  greatly  re- 
duced, creates  the  conviction  on  the  part  of  the  shipping  and  buying 
public  that  it  is  only  a  matter  of  a  short  time  until  reductions  will 
be  made,  and  there  is  a  disposition  to  buy  only  as  absolute  necessity 
requires. 

This  Commission  should  either  announce  positively  that  there  will 
lie  no  general  reductions  for  the  present  year,  or  positively  that  there 
will  be  a  certain  reduction  to  be  applied  generally.  Either  announce- 
ment would  stimulate  traffic,  but  naturally  the  reduction  will  have  a 
greater  effect.  It  must  be  remembered  that  the  great  mass  of  popu- 
lation living  in  rural  sections  and  in  the  small  towns  have  to  pay 
directly  or  indirecetly  less  than  carload  class  rates  on  practically 
everything  they  consume,  with  the  possible  exception  of  a  few  com- 
modities such  as  lumber,  coal,  flour,  brick,  sand  and  gravel.  The 
country  merchant  feels  this  additional  freight  cost  acutely  and  too 
often  it  is  passed  on,  greatly  augmented,  to  the  consumers. 

State  Commission   View 

The  state  commission  view  was  placed  before  the  Commis- 
sion February  2,  witnesses  being  put  on  the  stand  to  show  that 
the  railroad  cry  of  poverty  was  not  well  founded.  Commis- 
sioner Putnam  of  Minnesota  had  charge  of  the  presentation  of 
testimony.  He  said  that  the  state  commissions  of  the  South 
and  West,  except  Kentucky,  Virginia  and  West  Virginia,  had 
had  their  statisticians  and  accountants  analyze  the  exhibits  of 
the  carriers,  particularly  those  of  George  M.  Shriver,  and  that 
the  analyses  of  their  men  would  disprove  the  cry  of  poverty. 

J.  K.  Moore,  accountant  and  rate  clerk  for  the  Oklahoma 
Corporation  Commission  and  a  member  of  the  statistical  commit- 
tee of  commissioners  from  western  states,  attacked  the  conclu- 
sions drawn  by  the  carriers  from  a  comparison  of  operating 
ratios,  of  commodity  index  prices  with  average  ton-mile  earn- 
ings, and  deferred  maintenance.  In  addition,  he  made  restate- 
ment of  operating  revenues,  expenses  and  income  in  the  west- 
ern district  to  show,  as  the  commissioners  contended,  that  the 
condition  of  the  carriers  was  better  than  the  carriers  in  their 
presentation  permitted  the  public  to  know. 

He  said  that  it  was  fallacious  to  compare  the  operating  ratio 
of  one  year  with  that  of  another,  because  such  comparison  does 
not  show  the  net  earnings  of  the  carriers.  To  illustrate  his  point 
he  said  the  operating  ratio  increased  from  57.8  in  1912  to  60.8 
in  1918,  while  the  rate  of  return  on  investment  increased  from 
2.7  to  5.09,  or  an  increase  in  the  net  of  88.53  per  cent.  That,  he 
suggested,  showed  the  fallacy  of  comparing  operating  ratios  of 
one  period  with  those  of  another. 

"The  only  conclusive  factor  properly  reflecting  the  pros- 
perity of  any  carrier,  or  the  carriers  as  a  whole,"  he  said,  "is 
the  rate  of  return  upon  a  reasonable  investment."  Comparison 
of  commodity  index  prices  with  average  ton-mile  earnings, 
Moore  said,  was  equally  fallacious  because  there  are  a  number 
of  destructive  factors  which,  he  said,  made  valueless  the  con- 
clusion of  Mr.  Shriver  that  because  ton-mile  earnings  had  not 
increased  as  much  as  index  prices  of  commodities,  therefore 
rates  had  not  gone  up  as  much  as  commodity  prices.  He  said 
that  among  the  destructive  factors  were  the  average  number 


of  tons  per  freight  train,  and  the  average  length  of  haul.  He 
said  that  in  1890  the  average  trainload  was  175.12,  while  in 
1920  it  was  668.  The  1890  average  haul  was  not  ascertainable, 
but  the  1900  average  was  242.73  miles,  while  in  1920  the  aver- 
age was  326.5. 

"It  is  well  recognized  by  the  carriers  that  as  the  length  of 
haul  increases  the  relative  cost  per  ton-mile  decreases,"  said  the 
witness.  Another  destructive  factor,  he  said,  was  the  carry- 
ing capacity  of  cars  in  tons  and  the  shifting  in  the  relative 
movement  of  commodities  one  period  as  compared  with  another. 
He  said  he  had  in  mind  on  that  point  the  large  development 
of  the  products  of  mines  pits  which  entailed  the  movements  of 
large  quantities  of  low  grade  commodities.  The  low  grade  com- 
modities, he  said,  were  moved  in  large  quantities  at  relatively 
low  costs,  resulting  in  low  ton-mile  rates. 

With  regard  to  alleged  deferred  maintenance  the  witness 
said  that  the  public  was  informed  early  in  1921  that  rates  could 
not  be  reduced  until  labor  costs  had  been  brought  down.  Ap- 
plications for  wage  cuts,  he  said,  had  been  successful  so  that 
there  was  a  reduction  of  approximately  12.2  per  cent  in  July, 

1921.  He  said  that  L.  E.  Wettling,  witness  for  the  western  car- 
riers, had  testified  that  the  roads  in  the  western  district  were 
able  to  earn  their  return  of  5.7  only  by  reason  of  the  alleged 
deferred  maintenance.     Moore  said  that  but  for  the  increase  in 
amounts  actually  spent  for  maintenance  the  rate  of  return  would 
have  been  higher,  leaving  the  inference  that  instead  of  there 
having  been  deferred  maintenance  there  was  over  maintenance. 
He  said  that  in  1917,  just  before  the  war,  the  maintenance  of 
way  and  structure  expense  in  the  western  district  was  11.66  per 
cent  of  the  total  operating  revenue  and  17.55  per  cent  of  the 
operating  expenses,  while  in  the  period  July  to  October,  1921,  the 
maintenance  of  way  and  structure  expense  was  14.02  of  the  rev- 
enue and  19.84  of  the  total  operating  expense.     He  had  similar 
tables   for   the   eastern  and   southern   districts. 

"We  believe  that  the  relationships  shown  in  this  exhibit 
are  the  best  index  from  which  to  determine  whether  or  not 
there  was,  during  any  given  period,  deferred  maintenance,  and 
the  use  of  this  index  indicates  very  clearly  that  there  was  no 
deferred  maintenance  during  the  four  months'  period  in  ques- 
tion," said  Mr.  Moore. 

The  railroad  witnesses  having  indulged  in  constructive  year 
figures  supposed  to  have  shown  operating  revenues,  expenses,  and 
incomes,  Mr.  Moore  did  likewise,  confining  himself,  in  the  mat- 
ter to  the  western  district.  Even  as  the  statisticians  for  the  car- 
riers made  "adjustments"  he  made  adjustments  which  resulted 
in  figures  showing  that  unless  something  extremely  unusual  hap- 
pened in  1922  this  year  will  be  a  good  one  for  the  railroads. 
One  of  the  conclusions  reached  by  the  witness  was  that  ihe  rail- 
roads had  overestimated  the  cost  of  material  and  supplies  for 

1922.  He   reached   that   conclusion   because   railroad   witnesses 
had  testified  that  the  price  of  coal  and  other  selected  items  of 
expense  were  low  at  the  present  time  and  this  is  the  season 
when  the  railroads  do  a  great  deal  of  buying.     He  concluded 
that  the  Wettling  estimate  of  prices  for  materials  and  supplies 
in  1922.  at  25  per  cent  less  than  1921  was  entirely  too  low. 

A  sheaf  of  exhibits  intended  to  show  the  use  to  which  the 
country  put  the  transportation  facilities  of  the  country  was 
offered  by  J.  A.  Little  during  the  course  of  his  testimony.  He 
is  the  rate  expert  for  the  Nebraska  commission,  formerly  con- 
nected with  the  Washington  office  of  the  National  Association 
of  Railway  and  Public  Utility  Commissioners.  His  figures  cov- 
ered ten  years,  but  more  particularly  contrasted  1916  and  1920. 
The  outstanding  fact,  as  he  saw  it,  revealed  by  his  studies,  was 
the  increase  in  the  average  haul,  or,  stated  in  another  way, 
the  small  increase  in  the  number  of  tons  carried  and  the  large 
increase  in  ton-miles,  or  the  tons  carried  one  mile.  He  at- 
tributed that  to  the  influence  of  the  war  and  its  tremendous 
demand  for  all  kinds  of  materials  usable  in  making  war.  His 
idea  was  that  return  to  normal  would  be  marked  by  decrease  in 
the  ton-miles.  The  increased  use  of  motor  trucks,  he  sug- 
gested, resulted  in  increasing  the  average  haul  because  it 
eliminated  the  short  haul  traffic.  In  summing  up  he  said: 

The  capacity  of  our  carriers  to  handle  a-  large  volume  of  tonnage 
and  their  ability  to  meet  an  extraordinary  demand  for  service  is  shown 
by  their  performance  in  1916.  During  the  calendar  year  1916  as  com- 
pared with  the  fiscal  year  1915,  there  was  an  increase  in  business  of 
277,670,340  tons,  or  24.08  per  cent,  and  the  movement  increased 
88,531,390,560  ton  miles  or  24.43  per  cent. 

This  capacity  to  serve  is  also  illustrated  by  the  traffic  handled  in 
1920  in  the  face  of  serious  dislocation  of  car  supply  which  was  the 
result  of  accumulation  of  cars  in  New  England  and  along  the  Atlantic 
seaboard  in  February  and  March,  which  could  not  be  promptly  released 
on  account  of  weather  conditions  at  first  and  later  by  reason  of  con- 
gestion. The  outlaw  switchmen's  strike  also  operated  to  slow  down 
operation. 

An  outstanding  feature  of  the  traffic  and  operating  situation  dur- 
ing the  past  ten  years  is  the  small  increase  in  tonnage  and  the  large 
increase  in  tons  carried  one  mile.  The  disparity  in  the  increase  in  ton 
miles  carried  as  compared  with  tonnage  seems  to  be  due  to  the  in- 
creased average  haul  during  that  period.  The  large  increase  in  aver- 
age haul  occurred  since  the  beginning  of  the  war. 

Since  the  increased  length  of  haul  has  an  important  relation  to 
the  demand  for  service  measured  by  ton  miles,  it  seems  important  to 
determine  whether  or  not  the  Increase  in  average  haul  was  normal. 

Of  course,  we  had  many  conditions  during  the  war  which  tended 
to  temporarily  increase  the  average  haul.  The  tremendous  demand 
for  all  kinds  of  war  materials  regardless  of  price  resulted  in  the  con- 
version of  factories  to  new  uses  over  night  and  the  establishment  of 
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new  plant*,  the  necessary  raw  materials  for  which  were  purchased 
where  they  could  be  obtained,  regardless  of  cost.  The  natural  location 
of  an  industry  with  reference  to  both  raw  materials  and  the  market 
for  its  products  was  disregarded  to  supply  at  extraordinary  demand 
for  the  finished  product.  As  an  instance  in  this  situation.  I  wish  to 
the  large  volume  of  sea-going  vessels  of  comparatively  small 
carrying  capacity  which  were  launched  at  various  ports  on  the  Great 
Lakes  by  shipyards  which  were  either  not  in  operation  or  not  in 
existence  at  all  at  the  beginning  of  the  war  period.  Some  of  these  ship- 
yards have  recently  been  dismantled  and  scrapped  or  removed  to  new 
location*.  The  reduction  in  coastwise  vessel  service  between  the 
Atlantic  seaboard  and  Pacific  coast  ports  also  operated  to  Increase  the 
average  haul  during  the  war  period. 

It  seems  reasonable  to  hop*-  that  with  the  return  of  normal  condi- 
tions there  will  be  some  reduction  in  the  length  of  average  haul. 

Increases  In  short  haul  rates  which  tend  to  encourage  motor  truck 
competition  are  also  a  factor  which  tends  to  Increase  average  haul. 

Rate  adjustments  which  unduly  emphasise  market  competition  or 
which  increase  short  haul  and  reduce  long  haul  rates  or  otherwise 
reduce  the  spread  between  long  and  short  haul  traffic,  also  tend  to 
*e  the  average  length  of  haul. 

The  increased  use  of  waterways  will  tend  on  the  other  hand  to 
reduce  the  average  length  of  haul. 

On  the  whole.  I  am  convinced  that  the  causes  which  operate  to 
:>se  the  average  haul  of  traffic  handled  should  be  made  the  sub- 
yet  of  careful  study  with  a  \  ..-nting  wasteful  use  of  trans- 
portation facilities  which  tends  to  make  existing  facilities  icinm 
Inaedqtiate. 

Parton  Swift  of  New  York,  speaking  for  the  Associated 
Industries  of  New  York,  said  that  that  organization  advocated 
horizontal  reductions,  if  the  Commission  decided  any  could  be 
ordered.  He  submitted  the  resolutions  adopted  by  the  mem- 
bers to  show  their  exact  view*. 

Hoover  Testifies 

In  his  testimony  February  3.  Secretary  Hoover  said: 
"Looking  at  the  national  economic  situation  as  a  whole,  th>' 
greatest  Impulse  that  could  be  given  to  recovery  from  any 
source  is  a  reduction  In  rates  on  primary  commodities  combined 
with  Immediate  resumption  of  railway  construction  and  equip- 
ment. The  first  depends  upon  reduction  of  operating  coats;  the 
second  on  restoration  of  credit  for  our  railways." 

The  trouble  In  this  country,  he  said,  was  due  to  the  Increase 
in  spreads  in  prices  and  wages.  It  Is  certain,  he  said,  that,  ••• 
decrease  the  spread,  rates  must  come  down  and  for  rates  to  come 
down  the  cost  of  railway  operation  in  wages  and  prices  of  sup- 
plies must  be  reduced.  His  Idea  was  that  fifty  per  cent  above 
pre-war  would  be  the  permanent  level  of  prices,  rates  and  wage*. 
As  to  methods  for  readjusting*  rates,  he  said,  an  effort  mu- 
made  to  decrease  the  spread  caused  by  Increases  In  prices  due 
to  higher  freight  rates.  He  said  the  Increase  In  cotton  piece 
goods  caused  by  the  higher  freight  rates  was  probably  one  per 
cent,  while  the  Increase  In  coal  was  sixty  per  cent.  He  said  that 
if  he  were  to  discuss  rates  today  he  would  say  that  reductions 
In  passenger  fares  were  not  nearly  so  vital  to  the  community 
as  in  freight  rates,  as  they  did  not  cause  much  Increase  In  Hi-- 
spread, and  that  rates  on  coal,  metals,  lumber,  and  agricultural 
products  should  be  cut  to  the  bottom  before  L.  C.  L.  or  class 
rates  were  touched. 

•h  a  gradual  return  of  traffic  to  normal."  he  said,  "with 
decreased  operating  costs,  relief  In  rates  will  be  available,  as  It 
would  be  an  ecanomlc  crime  to  apply  such  relief  by  horizontal 
reductions  to  all  rates,  thus  giving  relief  to  higher  priced  goods 
and  travel  when  the  vital  main  spring  of  our  economic  life,  our 
agriculture,  and  fuel,  and  metal,  are  chok 

!(.-  said  that  If  the  railroads  could  stand  the  temporary 
•hock  it  would  lead  to  an  earlier  economic  recovery  If  rates  on 
primary  commodities  could  be  dropped  tomorrow,  but  he  Mtd 
the  impossible  could  not  be  asked. 


TRAFFIC   LEAGUE   MEETING 

.    Tlu  TVsJk   World  IfuUmften  Bureau 

The  Traffic  League  at  Ita  closing  session,  January  27, 
adopted  the  following  resolution.  In  line  with  Its  former  action 
In  favor  of  a  horizontal  percentage  reduction  In  freight  rates 
when  reductions  are  made  possible. 

"In  view  of  the  action  by  the  Interstate  Commerce  Commis- 
sion since  the  November  meeting,  at  which  the  League  approved 
the  action  of  the  executive  committee  with  respect  to  horizontal 
reductions  in  freight  rates  and  charges  when  the  carriers'  rev- 
enues warranted  reductions: 

"Be  It  resolved.  That  the  National  Industrial  Traffic  League, 

•ugh  Its  officers,  appear  before  the  Interstate  Commerce  Com- 
mlMlon  in  the  bearings  In  Docket  13293  and  take  the  position 
that  If  and  when.  In  the  opinion  of  the  Commission,  freight  rates 
and  charges  may  properly  be  reduced,  the  reduction  should  be 
made  In  the  same  manner  In  which  the  advances  were  made  In 
Ex  Partp  74 

"Be  It  further  resolved.  That  the  League  Is  of  the  opinion 

flndlng  of  the  Commission  should  be  definite  with  respect 
to  the  question  of  general  reductions,  so  that  all  uncertainty 
with  respect  tn  this  question  be  removed,  that  business  men  may 
make  their  commitments  with  some  degree  of  certainty  and 
stability. 

"Be  It  further  resolved.  That  the  League  is  fully  cognizant 
of  the  necessity  for  the  carriers'  revenues  being  adequate.  In 


every  respect,  to  insure  proper  transportation  facilities  and 
service  in  times  of  business  prosperity  and  to  support  their 
credit,  but  also  recognizes  the  imperative  necessity,  as  an  aid 
to  the  restoration  of  normal  business  conditions,  that  the  present 
high  level  of  rates  be  reduced  as  soon  as  possible." 

In  connection  with  the  report  of  the  special  legislative  com- 
mittee (see  Traffic  World,  Nov.  12,  1921,  p.  991),  which  had 
been  presented  at  the  November  meeting  and  circulated  among 
members  for  their  consideration  and  action  at  this  meeting, 
there  was  considerable  heated  debate  over  the  action  to  be  taken 
with  reference  to  section  15a  of  the  transportation  act.  It  was 
finally  decided  to  adopt  the  section  of  the  committee's  report 
recommending  that  section  15a  be  repealed,  after  adding  to  it 
this  language: 

"But  that  adequate  provisions  be  made  to  preserve  in  the 
Commission  the  power  to  remove  any  burden  upon  interstate 
commerce  that  may  exist  or  be  created  by  reason  of  any  statu- 
tory rates  or  fares,  and  that  simple  statutory  recognition  be  given 
to  the  right  of  the  carrier  to  have  a  fair  return  upon  its  invest- 
ment devoted  to  public  use." 

The  Labor  Board  section  of  the  report  was  adopted  with  an 
amendment  to  the  second  paragraph,  making  It  read  as  follows: 

Your  committee  believes  that  under  normal  conditions,  legislation 
which  has  a  tendency  to  nationalize  Industry  Is  Inimical  to  our  most 
sned  American  Institutions.    The  operation  of  the  present  board 
has    unduly    restricted    the    natural    processes    of    railroad    deflation. 
There   might   well    IK-,    however,    during   the    remainder   of   the   read- 
justment period,  some  agency  which  may   make  an   unbiased   finding 
In   order   that   the   public   may  be   informed   as   to   the   merits   of  any 
ii    carriers    and    their    employes    which    threatens 

to   disrupt    COM  it    It    does   not    beltave    that    the    freedom    of 

contract'should  be  abrogated  In  order  to  achieve  such  result.  It  is 
economically  unwise  and  unsound  to  set  up  and  maintain  any  gov- 
ernmental agency  to  fix  wages  and  working  conditions  of  railway 
••ini>ii>yes,  whether  Its  findings  be  enforceable  at  law  or  merely  through 
the  force  of  public  opinion.  The  government  is  Justified  in  Inter- 
i  only  In  critical  disputes  which  threaten 

nerlous    I:  with    interstate    commerce,    in    which   event    the 

public   Interent   becomes  of   paramount   importance. 

Another  amendment  struck  out  the  second  sentence  in  the 
fourth  recommendation  of  that  section.  This  sentence  was  as 
follows: 

In    matters    of    controversy    will,  h    m-iv    .-iiK-tantlally    affect    the 
•,ues    of    t!  -.    the    Labor    Board    shall    consult    with    the 

ung  its  opinion. 

Another  paragraph  was  added  leaving  it  to  the  discretion 
of  the  committee  In  dealing  with  Congress  to  endeavor  to  limit 
the  Jurisdiction  of  the  board  to  trainmen,  a  strike  of  whom 
might  tie  up  transportation. 

The  section  concerning  Jurisdiction  over  intrastate  rates 
was  adopted  with  a  recommendation  of  the  executive  commit- 
tee that  the  Capper  and  Nicholson  bills  be  opposed  and  with  the 
following  additional  resolution  offered  by  the  executive  com- 
mittee: 

"We  further  recommend  that  specific  reservation  be  made 
of  the  power  of  the  state  regulatory  bodies  to  hear  and  determine, 
in  accordance  with  the  laws  of  the  several  states,  complaints  as 
to  Intrastate  rates,  fares  and  charges  over  which  the  Interstate. 
Commerce  Commission  has  assumed  Jurisdiction,  subject  to  the 
review  and  approval  by  the  Interstate  Commerce  Commission, 
only  to  the  extent  that  questions  of  unjust  discrimination  against 
Interstate  commerce  may  be  involved." 

The  rest  of  the  report  of  the  special  legislative  committee 
was  adopted  In  Its  entirety,  except  that  to  the  section  referring 
to  construction  of  new  railroads  were  added  the  words  "from 
the  Interstate  Commerce  Commission." 

The  League  adopted  the  following,  offered  by  its  standing 
committee  on  legislation,  under  the  heading,  "Proposal  to  Re- 
duce Compensation  of  the  Employes  of  the  Interstate  Commerce 
Commission." 

Hill   g»29.   Introduced   l,y   Representative   Lehlbach.   has  al- 

iid  Is  now  pending  In  the 

Senate'     This   measure  proposes  to  place   the   administration   of   the 
Interstate  ..mission  under  the  Civil  Service  Administra- 

tion, and  will  I  :Tect  of  making  many  arbitrary  reductions  In 

the  salaries  of  the  employees  of  the  Commission. 

II.  i  ^mission    has   been    pel  milted    to  enjoy   a   cer- 

tain leeway  of  discretion  In  fixing  the  basis  of  compensation,  although 
rements  of  economical  administration  have  dictated  a  policy 
by  w  .  ;sslnn   employes   in.  underpaid   In   many 

cases.     The  work   of  the  Commission  not  only   requires  a   high   degree 
of  t-  iiniinr.    but  a  broad  discretion   and    a   lihcial   education. 

.  M.-ir  ii».  ' •"inrnlssion  passes  upon  controversies  involving  hun- 
dreds of  millions  of  dollars  In  transportation  charges  which  are  being 
paid  by  the  American  people.  Necessarily,  a  large  amount  of  the 
Intricate  and  complex  work  must  be  entrusted  I"  employees  of  the 

•Mission.  The  shipping  Interests  of  the  country  are  entitled  to 
the  benefit  of  the  highest  degree  of  training  nnd  qualification  on  the 
part  of  those  who  hand!.-  this  work.  We  l.elieve  it  would  U-  little 
short  of  disastrous  for  such  a  measure  to  liccome  a  law  at  the  present 
time,  and  we  recommend  that  such  measure  be  vigorously  opposed  by 
the  league  and  Its  members. 

There  Is  an  Impending  danger  of  the  passage  of  the  measure 
before  the  League  .ally  act  at  the  Washington  meeting. 

Members  of  the  league  who  are  familiar  with  the  character  of  the 
work  of  the  Commission  should  take  this  matter  up  with  their  sen- 
ators as  well  as  their  representatives,  and  endeavor  to  have  the  ii 
state  Commerce  Commission  exempted  from  the  stringent  provisions 
of  this  hill.  The  Mil  Is  not  solely  dii.ct.-d  :it  the  Commission,  but  Is 
a  general  scheme  of  civil  "ii  which  might  work  to 

good  advantage  In  general  administrative  departments,  hut  will  prove 
unwise   when   applied    to   the   peculiar   work   of   the    Interstate   Com- 
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merce  Commission,  which  is  legislative  as  well  as  judicial  in  char- 
acter. No  class  of  persons  In  this  country  are  as  well  qualified  to 
judge  of  the  import  of  this  recommendation  as  the  traffic  men,  who 
are  themselves  engaged  In  these  problems. 


FELTON  ATTACKS  BOARD'S  FIGURES 

Samuel  M.  Felton,  president  of  the  Chicago  Great  Western 
and  chairman  of  the  western  publicity  committee  of  the  Asso- 
ciation of  Railway  Executives,  In  a  statement  given  out  January 
30,  objected  to  figures  given  out  by  the  Labor  Board,  last  week, 
in  estimating  the  savings  which  would  result  from  changes  in 
the  clerks'  rules  made  by  the  board.  Mr.  Felton  classes  the 
estimate,  "although  emanating  from  the  board,"  as  "a  fabrica- 
tion." The  statement  was  as  follows: 

The  press  and  public  have  been  misled  by  misinformation  eman- 
ating from  the  office  of  the  Railway  Labor  Board  in  a  matter  of  such 
importance  that  the  incident  should  not  be  allowed  to  pass  unnoticed. 

On  January  23  a  statement  headed  "From  United  States  Railroad 
Labor  Board"  was  given  to  the  press  regarding  an  order  the  Labor 
Board  had  issued  changing  certain  rules  in  the  national  agreements 
made  by  the  railroad  administration  .under  federal  control  with  the 
Brotherhood  of  Railroad  and  Steamship  Clerks,  Freight  Handlers,  Ex- 
press and  Station  Employes. 

(Referring  to  the  changes  in  two  rules  which  were  made,  the 
statement  emanating  from  the  Railroad  Labor  Board  said,  "These  two 
changes  in  the  rules  are  expected  to  save  the  railroads  many  millions 
of  dollars,  any  exact  estimate  being  impossible  owing  to  fluctuating 
business  and  traffic  conditions.  Railroad  critics  of  the  national  agree- 
ments in  past  hearings  before  the  Railroad  Labor  Board  contended 
that  these  two  rules  cost  the  roads  great  sums,  even  hinting  at 
amounts  in  excess  of  $50,000,000,  but  experts  attached  to  the  board 
say  that  $15,000,000  is  a  conservative  estimate." 

This  whole  statement  regarding  estimated  savings,  although  eman- 
ating from  the  Labor  Board,  was  a  fabrication. 

First,  no  witnesses  for  the  railways  in  hearings  before  the  Rail- 
road Labor  Board  ever  estimated  that  the  two  rules  in  question  cost 
the  railways  $50,000,000  a  year,  and  therefore  no  witnesses  for  rail- 
ways ever  intimated  that  by  changing  these  two  rules  this  amount 
could  be  saved. 

Second,  the  statistical  department  of  the  Labor  Board  itself  esti- 
mated not  at  $15,000,000  but  at  $4,823,624  the  total  saving  that  could 
be  made  by  changes  in  these  rules. 

The  result  was  to  give  a  large  part  of  the  public  the  impression 
that  the  saving  made  by  these  changes  in  rules  was  ten  times  as 
great  as  was  estimated  by  the  board's  own  statistical  department. 
Furthermore,  some  railways  which  have  carefully  checked  their  figures 
are  unable  to  find  that  the  changes  in  rules  in  question  will  enable 
them  to  make  any  savings  that  are  more  than  negligible. 

The  press  and  the  public  are  entitled  to  know  the  facts  about 
this  matter,  because  it  is  wholly  unjust  to  give  the  'public  a  grossly 
exaggerated  idea  of  the  reductions  in  railway  labor  costs  which  the 
Labor  Board  is  making  by  its  revision  of  the  working  rules. 

The  two  rules  referred  to  were  those  involving  the  abolition 
of  extra  pay 'for  overtime  under  nine  hours,  and  allowing  the 
spreading  of  eight  hours'  work  over  twelve  hours  of  time  with- 
out extra  pay. 

The  figures  quoted  by  Mr.  Felton  were  contained  in  a  report 
prepared  for  the  press  by  the  board's  publicity  secretary.  This 
report  was  labeled  "not  a  statement — official  or  unofficial — merely 
memoranda  for  the  convenience  of  newspaper  men — write  your 
own  story."  Whether  the  press  report  was  passed  upon  by  board 
members  before  being  distributed  could  not  be  learned. 


Company,  Los  Angeles,  Cal.;  W.  H.  Baggs,  American  Fruit  Grow- 
ers, Inc.,  Pittsburgh,  Pa.;  C.  M.  Wynns,  Fruit  Dispatch  Company, 
New  Orleans,  La. 

RAILROADS  REPLY  TO  HINES 

The  Association  of  Railway  Executives  has  replied  to  cer- 
tain statements  made  by  Walker  D.  Hines,  former  Director  Gen- 
eral of  Railroads,  in  his  testimony  before  the  Senate  interstate 
commerce  committee  last  week.  The  Association  set  forth  the 
fallowing  statements  by  Mr.  Hines: 

1.  That   the   railroad   executives   "seemed   to   take   as   a  starting 
point  the  idea  that  their  equipment  was  in  an  ideal  condition  at  the 
beginning  of  Federal  control." 

2.  That  the  statement  that  the  railroads  were  turned  back  in  an 
undermaintained  and  broken-down  condition  was  "a  fiction  represent- 
ing extraordinary  distortion  of  the  facts." 

3.  That  at  the  end  of  Federal  control  "locomotives  were  in  dis- 
tinctly better  condition  than  at  the  beginning." 

4.  That  the  condition  of  the  freight  cars  at  the  end  of  Federal 
control  would  compare  favorably  with  the  condition  at  the  beginning. 

5.  Mr.  Hines  admitted  that  there  had  been  some  shortage  as  to 
rail,    cross-ties   and    ballast    "on   some   railroads,"    although    this   had 
been  "greatly  exaggerated." 

6.  Mr.   Hines   testified  at  great   length   before  the   Senate   Inter- 
state Commerce  Committee  concerning  his  labor  policies  and  his  rea- 
sons for  not  increasing  rates  to  meet  added  expenses. 

The  reply  of  the  Association  follows: 

The  material  point  at  issue  is— What  was  the  condition  of  the 
railroads  at  the  end  of  F'ederal  control,  as  compared  to  their  condi- 
tion at  the  beginning  of  Federal  control? 

The  relative  condition  of  locomotives,  freight  cars  and  roadbed 
at  the  beginning  and  end  of  Federal  control  is  not  a  matter  of  opinion, 
but  of  record. 

At  the  beginning  of  Federal  control  17.5  per  cent  of  the  locomo- 
tives of  the  railroads  were  in  bad  order.  After  twenty-six  months 
of  Government  operation,  25.6  per  cent  of  the  locomotives  were  in 
bad  order. 

At  the  beginning  of  Federal  control,  there  were  in  use  by  the 
carriers,  about  2,253,000  freight  cars,  of  which  5.7  per  cent  or  128,780 
cars  were  reported  in  bad  order.  At  the  end  of  Federal  control  the 
railroads  had  2,307,000  cars,  of  which  6.7  per  cent,  or  153,727  cars 
were  in  bad  order. 

Crosstie  renewals  in  1918  and  1919  (the  period  of  Federal  control) 
were  25,000,000  ties  below  the  test  period  average  (1915-16-17),  a  num- 
ber of  ties  sufficient  to  lay  nearly  9,000  miles  of  track. 

Rail  renewals  during  the  two  years  of  Federal  control  were  440,230 
tons  below  the  average  of  the  test  period. 

The  amount  of  ballast  used  during  the  period  of  Federal  control 
was  1,816,100  cubic  yards  less  than  the  average  used  in  the  test 
period. 

The  greatest  danger  which  the  railroads  faced  during  the  period 
of  F'ederal  control  was  the  impairment  of  destruction  of  their  earning 
power  by  an  increase  of  expenses  not  compensated  by  an  adequate  in- 
crease in  rates.  The  Director  General  had  control  of  both  expenses 
and  rates.  The  railroads  have  a  just  cause  of  complaint  against  the 
Director  General  for  refusing  to  recognize  at  least  the  moral  obliga- 
tion to  maintain,  so  far  as  possible,  the  proper  relationship  between 
railroad  revenues  and  railroad  expenses. 


INDORSE  REGIONAL  CONFERENCES 

The  following  resolution  was  submitted  by  the  traffic  com- 
mittee to  the  American  Fruit  and  Vegetable  Shippers'  Associa- 
tion at  its  fourth  annual  business  meeting,  held  in  Chicago, 
January  27,  1922,  and  was  unanimously  adopted: 

Resolved,  By  the  American  Fruit  and  Vegetable  Shippers'  Asso- 
ciation, at  its  annual  meeting  in  the  City  of  Chicago,  January  27,  that 
it  is  the  sense  of  this  convention  that  the  association  should  urge 
upon  the  Railroad  Labor  Board  the  importance  of  giving  very  careful 
consideration  in  the  interests  of  justice,  to  these  facts: 

That  the  so-called  "average  cost  of  living"  is  fundamentally 
unfair  to  employer  and  employe;  that  the  cost  of  living  is  now,  as 
always,  an  expense  determined  wholly  by  environment,  and  that 
therefore  the  arbitrary  adoption  of  any  average  in  fixing  the  wages  of 
railroad  employes  operates  prejudicially  for  or  against  one  side  or 
the  other,  employe  or  employer. 

The  expense  of  a  family  in  California  may  be  very  much  lower 
than  similar  expenses  in  New  England  because  of  climatic  differences, 
for  one  thing,  and  because  of  production  costs  and  transportation 
costs  of  commodities  needed  by  a  family,  for  another. 

The  American  Fruit  and  Vegetable  Shippers'  Association  believes 
that  railroad  managements  should  be  encouraged  to  pay  no  more  for 
labor  than  is  paid  in  comparable  industries,  where  such  comparisons 
are  practicable. 

For  the  reasons  described  in  the  foregoing,  the  American  Fruit 
and  Vegetable  Shippers'  Association  desires  to  be  recorded  as  favor- 
Ing  regional  conferences  between  railroad  managements  and  their 
employes  for  the  purpose  of  wage  adjustments  agreeable  to  both,  and, 
failing  to  arrive  at  such  agreements,  to  go  before  the  Railroad  Labor 
Board  for  final  adjudication,  as  provided  in  the  transportation  act. 

The  members  of  the  traffic  committee  of  the  association  are 
as  follows:  W.  A.  Schumacher,  chairman,  Fruit  Dispatch  Com- 
pany, New  York,  N.  Y.;  J.  Curtis  Robinson,  Northwestern  Fruit 
Exchange,  Seattle,  Wash.;  C.  M.  Chaney,  American  Cranberry 
Exchange,  New  York,  N.  Y.;  M.  E.  McKirahan,  California  Fruit 
Distributors,  Sacramento,  Cal.;  F.  C.  Fitzgibbon,  Mutual  Orange 
Distributors,  Redlands,  Cal.;  Robert  Morrow,  Chasen  &  Co., 
Jacksonville,  Fla.;  A.  C.  Aspinwall,  Michigan  Potato  Shippers' 
Association,  Greenville,  Mich.;  D.  E.  Bordner,  Atlantic  Fruit 
Company,  New  York,  N.  Y.;  Field  Sherman,  Randolph  Marketing 


COMMISSION  CAUSES  PARALYSIS 

The  Traffic  World  Washington  Bureau 

Accusing  the  Commission  of  "substantially  causing  and  con- 
tinuing the  business  paralysis  of  the  country,"  Representative 
Goodykoontz,  of  West  Virginia,  in  a  speech  in  the  House  de- 
clared the  Commission  "has  put  on  more  than  the  traffic  will 
bear."  He  said: 

Conditions  such  as  this  should  not  be  allowed  to  exist.  Why  are 
the  railroads  and  their  employes  idle?  Why  are  coal  operators  and 
other  producers  going  bankrupt — their  men  without  work  and  suffer- 
ing Why  is  it  that  the  cost  of  living  remains  high,  notwithstanding 
the  farmer  gets  very  little  for  his  hard-earned  supply  of  foodstuffs? 
The  answer  is  because  railroad  and  steamship  rates  are  too  high. 
Traffic  can  not  move.  The  rate  on  coal  from  the  Pocahontas  field  to 
New  England  is  around  57  per  ton,  and  yet  British  coal  is  being  put 
down  in  Boston  at  $5  the  ton.  The  British  shipping  board  has  already 
taken  away  our  South  American  and  Central  American  trade  and  is 
now  encroaching  upon  our  domestic  business.  The  Interstate  Com- 
merce Commission  is  now  sitting,  hearing  evidence  on  the  question  of 
railroad  rates.  The  evidence  in  chief  will  be  put  in  January,  the  re- 
spondents will  offer  their  testimony  in  February,  the  rebuttal  will 
come  in  March,  the  briefs  will  be  filed  in  April,  and  then  there  may 
be  oral  argument  in  May,  and  in  June,  perhaps,  we  will  have  a  de- 
cision. It  may  be  that  further  delay  will  occur,  and  that  summer 
will  be  gone  and  the  snow  again  falling  before  the  country  gets  any 
results  from  that  hearing,  I  am  almost,  in  favor  of  abolishing  the 
commission.  It  is  a  kind  of  vermiform  appendix.  The  members  of  it 
ought  to  know  what  the  country  needs.  All  the  evidence  and  the  tes- 
timony, written  and  oral,  have  often  been  heard  before;  it  is  the  same 
old  story.  Our  miners  are  appealing  for  help,  our  coal  operators  are 
losing  money,  and  the  public  clamoring  for  cheaper  coal.  We  can  not 
ship  coal  to  New  England  and  buy  New  England  shoes  unless  we 
have  a  rail  and  water  rate  that  will  let  it  be  done.  The  question  is, 
How  long  Is  the  country  going  to  tolerate  the  action,  or  rather,  want 
of  action,  of  the  Interstate  Commerce  Commission  in  substantially 
causing  and  continuing  the  business  paralysis  of  the  country? 

If  the  Commission  shall,  with  folded  hands  and  in  cold  indifference, 
further  disregard  its  duty  to  the  country,  then  perhaps  Congress,  the 
creator  of  the  Commission,  can  prescribe  a  remedy. 

Mr.  Goodykoontz  said  the  Commission  should  not  be  con- 
cerned regarding  the  decisions  of  the  Railroad  Labor  Board  on 
the  subject  of  wages. 

"When  rates  have  been  made  fair  and  reasonable  the  move- 
ment of  freight  will  demonstrate  what  reductions,  if  any,  in  the 
cost  of  labor  shall  be  necessary  to  protect  the  capital  invested 
in  the  railway  properties,"  said  he. 
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CUMMINS  INVESTIGATION 

Tki  Traffic  World  Watki»gto»  Bureau 

Charges  that  the  carriers  abolished  the  Trunk  Line  Freight 
Inspection  Bureau  in  March.  1921,  to  break  up  the  organization 
of  the  Brotherhood  of  Railway  Clerks  were  made  before  the 
Senate  interstate  commerce  committee,  January  27,  by  H.  J. 
Chapman,  one  of  the  officers  of  the  brotherhood,  and  J.  J.  For- 
rester, former  member  of  the  Railroad  Labor  Board  and  now 
legislative  representative  in  Washington  of  the  railway  clerks. 
Chapman  said  as  the  result  of  the  action  of  the  carriers  they 
would  lose  approximately  $12,000,000  annually  in  revenue,  be- 
cause of  shipments  moving  under  Improper  ratings  and  classifica- 
tions. In  November,  he  said,  the  bureau  was  re-established  with 
a  1  united  force. 

Chapman  said  900  freight  Inspectors  lost  their  Jobs  as  the 
result  of  suspension  of  freight  Inspection  in  trunk  line  territory. 

At  the  conclusion  of  the  hearing.  Senator  Cummins  said  the 
railroads  would  be  called  upon  to  make  an  explanation  of  their 
acttan. 

"This  seems  to  be  of  sufficient  importance  to  find  out  why 
the  carriers  deliberately  threw  away  this  revenue,"  said  he. 

Chapman  said  that  the  freight  inspectors  were  asked  by 
the  bureau,  in  February.  1921.  to  work  six  days  for  five  days' 
pay.  He  said  the  majority  of  the  men  refused  to  accept,  but 
said  they  would  be  willing  to  nave  the  matter  go  to  the  Railroad 
Labor  Board.  The  representatives  of  the  carriers,  be  said,  said 
they  would  only  go  before  the  Labor  Board  if  they  were  sum- 
moned by  the  board.  When  the  inspectors  said  they  would  go 
to  the  Labor  Board,  he  said,  freight  inspection  was  discontinued 
and  the  inspectors  discharged.  He  said  the  men  had  offered 
to  work  on  a  percentage  basis,  but  that  no  consideration  was 
given  the  proposal.  Many  of  the  men.  he  said,  had  since  ob- 
tained better  paying  positions  in  traffic  departments  of  ship- 
pers and  even  If  the  railroads  wished  them  to  return  to  their  old 
positions  he  did  not  believe  they  would  do  so.  Now.  he  said, 
about  75  Inspectors  had  been  re-employed  by  the  Bureau. 

"We  were  organized  and  they  determined  to  break  us  up," 
said  Chapman. 

"It  was  a  matter  of  coercion?"  Inquired  Senator  Fernald, 
of  Maine. 

"Yes,"  replied  the  witness. 

Chapman  told  of  the  character  of  work  done  by  the  freight 
inspectors  and  what  they  saved  the  railroads  by  discovering 
mishitting  by  shippers. 

Mr.  Forrester  said  It  was  human  nature  on  the  part  of  some 
shippers  to  get  commodities  through  on  lower  rates  than  prop- 
erly should  be  applied. 

Senator  Townsend.  of  Michigan,  inquired  whether  the  wit- 
ness bad  any  Idem  that  there  was  collusion  between  the  railroads 
and  shippers  with  regard  to  the  application  of  classifications 
lower  than  should  be  applied.  Forrester  said  he  did  not  have 
such  an  Idea.  He  said  some  shippers  would  spend  nights  trying 
to  figure  out  bow  they  could  get  their  shipments  through  at 
lower  than  the  proper  rate.  If  mismanagement  was  not  respon- 
sible for  the  abolishment  of  freight  Inspection,  he  said,  there 
must  be  some  other  reason  for  the  carriers  Incurring  such  a 
Urge  loss. 

Senator  LaFollette  asked  that.  If  there  was  a  disposition  on 
the  part  of  carriers  to  favor  certain  shippers  by  shutting  their 
eyes  to  ratings  and  classifications  used  by  shippers,  would  not 
the  abolishment  of  freight  Inspection  by  the  bureau  afford  an 
open  and  convenient  way  of  accomplishing  that  end?  Forrester 
said,  with  no  inspection  by  the  bureau,  the  way  was  left  abso- 
lutely open  for  favoritism  if  any  railroad  desired  to  show 
favoritism  to  a  given  shipper. 

Senator  Cummins  said  it  seemed  to  him  that  suspension  of 

Mi£^££^^t3?^?.{%a£  ^ZFr^r^i        B.**^   ini-oY^u-r^-i-su^rn-clkf ind  unfair  Judgment,  and  It  Is 
shipments,  rather  than  Just  certain  shippers  the  railroads  might. -pf mmterlaj  to  tne  ^^    because  it  Is  a  part  of  the  war  cost  and. 

desire  to  favor.  Forrester  replied  that  If  a  railroad  desired  to  like  all  war  cost.  It  Is  an  expenditure  for  which  there  Is  no  compen- 
sation but  victory.  We  gained  the  victory—*,  glorious  victory— 
and  there  Is  no  use  whining  about  the  cost.  When  we  consider 
the  Imminent  peril  which  faced  the  country  because  of  the 
breakdown  of  the  railroads  under  private  control.  In  1916  as  well  as  In 
1117,  and  reflect  that  the  assertion  of  federal  control  alone  overcame 
that  peril  and  transformed  the  railroad  systems  of  the  country  Into  a 
tremendous  and  effective  war  machine  and  that  the  total  cost  of 
transportation  for  the  war  purpose  In  the  year  1918  was  only  $216.000.- 
000.  and  for  the  entire  twenty-six  months  of  federal  control  only 
$714,000.000  on  Class  I  roads.  It  Is  Infinitesimal  as  compared  with  tin- 
total  expenditures  made  by  the  American  people  to  win  the  war. 

Let  me  make  a  comparison.  In  the  bloody  Meuse-Argonne 
offensive  directed  by  General  Pershlng  In  the  fall  of  1918.  It  WRS 
necessary  to  keep  up  a  continuous  battle  for  forty-five  days  on  a  front 
only  about  nineteen  miles  long.  Tlie  cost  of  the  barrage  In  shot  and 
•hell  and  munition*.  Including  transportation,  has  been  conservatively 
estimated  at  $762.445.000.  This  exceeds  by  $48.000.000  the  entire  deficit 
or  cost  of  railroad  transportation  during  the  two  years  and  two  months 
of  federal  control,  which,  as  stated  by  Mr.  Walker  D.  Hlnes,  was 
$714.000,000  on  Class  I  ronds.  In  the  brief  period  of  fifteen  days  on  a 
nineteen-mile  front  the  cost  of  the  barrage  was  $254.145.000.  or  more 
than  the  entire  cost  of  railroad  transportation  In  the  year  1918.  There 


"There  are  some  dishonest  shippers  but  the  percentage  is 
small."  said  Senator  Fernald. 

Forrester  agreed,  but  pointed  to  Chapman's  statement  that 
the  revenues  of  the  eastern  carriers  were  cut  by  |12,000,000  a 
year  due  to  cessation  of  the  inspection  service. 

Senator  Fernald  suggested  that  there  might  be  some  dis- 
honest freight  inspectors.  Chapman  admitted  that.  He  said 
that  five  days  before  he  was  discharged,  a  New  York  shipper 
of  drugs  and  medicines  was  afraid  a  shipment  labeled  "drugs 
and  medicines"  but  in  fact  whisky  might  be  held  up  and  offered 
him  |1  a  case  to  let  the  shipment  go  through.  He  said  he 
took  the  matter  up  with  the  bureau  officials  and  they  said  if 
the  shipment  came  in  and  it  was  whisky  to  bill  it  that  way  and 
let  the  railroad  company  call  the  attention  of  the  internal  rev- 
enue authorities  to  it. 

Forrester  asserted  that  the  real  motive  behind  the  abolition 
of  the  inspection  service  was  to  prevent  the  clerks  from  taking 
their  case  to  the  Railroad  Labor  Board. 

W.  G.   McAdoo  Testifies 

William  G.  McAdoo,  Director-General  of  Railroads  in  1918. 
began  reading  a  140-page  typewritten  statement  in  defense  of  the 
Railroad  Administration's  operation  of  the  railroads  during  fed- 
eral control  before  the  Senate  interstate  commerce  committee 
February  1.  He  quoted  voluminously  from  committee  hearings, 
reports  and  correspondence  to  back  up  his  contention  that  the 
"charges  of  inefficiency  In  the  management  of  the  railroads  dur- 
ing federal  control  have,  from  time  to  time,  been  made  and  pub- 
lished with  a  recklessness  for  which  ignorance,  design  or  selfish 
purpose  alone  can  account." 

In  the  beginning  he  said  the  conclusive  answer  to  these 
charges  was  contained  in  a  report  signed  by  Regional  Directors 
A.  H.  Smith.  C.  H.  Markham,  R.  H.  Aishton,  Hale  Holden.  B.  F. 
Bush,  N.  D.  Malier  and  B.  L.  Wlnchell,  which  was  submitted  to 
Director-General  Hines  January  17.  1919,  six  days  after  Mr.  Mc- 
Adoo had  resigned.  He  said  this  statement  had  not  been  hereto- 
fore published  and  that  It  was  as  follows: 

The  measures  taken  during  the  year  1918  called  for  no  apologies. 
They  were  caused  by  war  conditions  and  the  efficient  operation  of  the 
railroads  In  support  of  the  government  during  the  war  Justifies  every 
act  of  the  administration  during  that  period.  It  was  Impossible  to 
avoid  the  Increases  of  wages  which  were  granted,  and  those  which  are 
pending  are  Inherently  a  result  of  the  same  causes.  War  Industries 
surrounding  the  railroads  on  all  sides  were  paying  war  prices  for  labor 
and  depleting  the  railroad  supply  of  labor,  particularly  the  supply  of 
•killed  labor.  These  conditions  necessarily  forced  Increases  In  wages 
of  railroad  labor  and  wUl  persist  not  only  during  the  present  year 
(1919)  as  a  necessary  part  of  the  war  experience  of  the  country,  but 
for  sometime  In  the  future. 

Continuing,  Mr.  McAdoo  said:        ' 

I  prefer  to  oppose  the  unconsldered  opinions  and  reckless  charges 
of  those  who  had  no  responsibility  for  the  transportation  of  the  coun- 
try during  the  war.  with  the  unqualified  statement  of  the  responsible 
railroad  heads  who  operated  the  properties  for  the  government  during 
that  critical  year:  who  knew  the  problems  and  solved  them;  and  who 
speak  both  with  knowledge  and  authority. 

There  has  been  a  general  disposition  to  compare  railroad  opera- 
tions In  1918  when,  out  of  Imperious  necessity,  they  had  to  be  devoted, 
first,  to  war  purposes:  and,  second,  to  the  general  needs  of  the  country, 
with  the  operation  of  the  railroads  under  peace  conditions  and  In 
normal  times.  A  moment's  reflection  will  convince  any  unbiased 
mind  that  such  a  comparison  Is  wholly  unfair  and  unprejudiced.  In 
the  statement  which  follows  I  have,  notwithstanding,  made  com- 
parisons of  the  actual  performance  of  the  railroads  under  war  condi- 
tions with  the  railroads  under  peace  conditions.  Even  on  this  basis 
It  Is  clear  that  railroad  operations  In  the  year  1918  were  conducted 
with  great  efficiency,  skill  and  ability.  I  say  this,  effacing  myself 
••  Director  General  from  the  picture,  and  giving  praise  gladly  to  the 
loyal  officers  and  employes  who  performed  this  tremendous  task  with 
great  credit  to  themselves  and  rendered  Inestimable  service  to  their 
country. 

In  the  year  1918.  after  paying  a  rental  to  the  railroad  corporations 
of  M04.000.MO.  there  was  a  deficit  In  railroad  operation*  of  $216.000.000. 
This  does)  not  Include  water  lines.  American  Railway  Express  Com- 
pany and  other  collateral  operations.  Unthinking  people  urge  this 
deficit  as  conclusive  evidence  of  the  failure  of  the  railroad  admin- 


favor  one  shipper  and  not  another,  the  agent  would  be  directed 
to  pass  the  shipments  of  one  without  question  and  to  watch 
closely  the  shipments  of  another  to  see  that  there  was  no  mis- 
bllllng.  He  contended  that  this  was  not  possible  when  the  In- 
spection service  was  maintained  by  the  bureau. 

"You  believe  this  service  was  suspended  so  tne  railroads 
could  give  rebates?"  asked  Senator  Cummin*. 

Forrester  said  he  had  simply  said  that  the  action  taken 
left  the  way  open  for  rebating  If  a  railroad  desired  to  give  re- 
bates, and  that  it  also  left  the  way  open  for  the  dishonest  ship- 
per to  take  advantage  of  rates  lower  than  the  proper  rates. 

Senator  Fernald  said  that  in  Maine  every  car  was  Inspected 
by  an  agent  of  the  carrier  and  the  cases  counted.  He  asked 
whether  In  view  of  the  fact  that  the  railroads  were  looking  for 
every  possible  bit  of  revenue  they  would  reduce  their  revenues 
by  showing  favoritism  to  shippers.  Forrester  said  the  records 
of  the  Bureau  showed  that  It  was  not  an  uncommon  thing  for 
shipments  to  be  mlsbllled. 

"You  wouldn't  Infer  that  a  large  percentage  of  shippers  are 
dishonest,  would  you?"  asked  Senator  Fernald. 

"I  don't  Infer  that,"  said  Fom>ster. 


Is  not  a  shot,  nor  a  shell,  nor  a  gun  from  which  they  were  fired,  nor 
a  soldier  who  was  there  to  fire  the  gun,  who  could  have  fought  In  that 
battle  or  have  gained  the  victory  for  his  country.  If  railroad  trans- 
portation In  the  year  1918  had  not  been  made  to  function  efficiently 
and  sufficiently  by  the  government  of  the  T'nlted  States:  and  yet  no 
one  complains  of  the  expenditure  of  $256.000.000  for  fifteen  days' 
artillery  fire  on  a  nineteen-mile  battle  front  In  France,  although  It 
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iimy   have    been    wholly    wasted   or   the    results    flowing  from    it    may 
have    been     Inconsequential;     and    yet    we    find    many     irresponsible 
critics  who  allege  that  {216.000.000  expended  for  essential  transporta- 
tion for  the  war  purpose   Is  conclusive  evidence  of  waste  and  ineffl 
cicncy 

There  is  another  point  I  should  like  to  mention  before  proceeding 
with  the  main  statement  and  that  is,  that  when  the  government.  In 
the  critical  emergency,  took  over  the  railroads  on  January  1,  1918, 
there  was,  of  course,  no  opportunity  to  make  an  Inspection  of  tracks 
and  structures  and  to  determine  with  certainty  their  condition;  nor 
tin-  extent  of  under-maintenance  that  existed  at  the  time;  nor  to 
make  similar  investigations  of  the  condition  of  motive  power  and 
equipment:  nor  to  check  inventories.  The  government  had  to  rely 
upon  railroad  officials  and  railroad  men,  all  of  whom  were  retained 
in  the  service  of  the  government  and  upon  whose  loyalty  and  integ- 
rity the  government  had  a  right  to  depend,  at  a  time  when  our 
sons  were  shedding  their  blood  and  giving  their  lives  upon  the 
Hi-Ms  of  battle.  Railroad  men  ran  the  railroads  of  the  United 
States  while  I  was  Director  General,  and  if  they  were  inefficient 
or  disloyal  to  their  government  in  that  time,  they  must  answer 
to  their  own  consciences.  But  I  have  said  before  that  I  believed 
them  to  be  both  loyal  and  efficient,  and  that  the  remarkable  re- 
sults achieved  in  1918  conclusively  prove  that  they  were. 

The  former  Director-General  then  took  up  the  question  of 
whether  or  not  it  was  necessary  for  the  government  to  take  over 
the  railroads  for  the  purpose  of  winning  the  war.  Said  he: 

In  the  fall  of  1917  the  inefficiency  of  the  American  railroads 
made  them  unintentionally  but  nevertheless  actually  the  strongest 
ally  of  the  German  kaiser.  The  collapse  of  the  railroads  under 
the  burden  of  war  traffic  had  almost  cut  the  line  of  communication 
between  the  American  army  at  the  front  and  its  base  of  supplies. 
The  condition  of  traffic,  particularly  in  the  East,  and  the  embargoes 
on  freight  in  all  important  centers,  had  reached  such  an  acute 
state  of  almost  complete  congestion  that  the  Interstate  Commerce 
Commission  December  1,  1917,  felt  impelled  to  submit  to  Congress 
a  special  report  sharply  calling  attention  to  the  critical  situation 
which  faced  the  country. 

Mr.  McAdoo  then  ,.  reviewed  statements  by  Commissioner 
Aitchison  before  the  Senate  committee  and  President  Rea,°  of  the 
Pennsylvania,  before  the  Commission  to  the  effect  that  railroad 
conditions  in  1917  presented  a  menace  to  the  country.  He  re- 
ferred to  recommendations  made  by  the  Railroad  War  Board  to 
meet  the  situation.  He  referred  to  Commission  McChord's  re- 
port containing  the  statement  that  unification  of  operation  dur- 
ing the  war  period  was  essential,  but  that  this  could  not  be  ac- 
complished by  the  carriers  themselves.  The  witness  said  govern- 
ment control  was  an  admitted  and  obvious  necessity.  He  quoted 
at  length  from  hearings  before  the  Senate  interstate  commerce 
committee  December  29,  1817,  to  support  his  statement. 

When  he  became  Director-General,  the  witness  said,  freight 
and  passenger  traffic  conditions  were  deplorable.  After  citing 
specific  instances  of  congestion,  etc.,  he  said: 

This  breakdown  of  the-  American  railroads  did  not  occur  over 
night.  It  resulted  not  alone  from  lack  of  unification,  but  from  the 
impaired  physical  condition  of  the  roads  extending  over  a  period 
of  years,  and  from  long-deferred  maintenance  and  improvements. 

It  is  now  asserted  by  railroad  representatives  or  executives 
that  when  the  roads  were  taken  over  by  the  government  January  1, 
1918,  they  were  a  well-equipped  machine  and  in  splendid  physical 
and  operating  condition.  The  falsity  of  this  assertion  is  shown 
by  the  report  made  by  the  Railroad  War  Board  to  the  Senate 
committee  on  interstate  commerce,  December  22,  1917,  to  which  I 
have  already  referred  and  in  which  it  is  recited  that  the  rail- 
roads needed  "approximately  2,000  locomotives  and  150,000  cars  in 
addition  to  those  now  on  order  to  meet  the  requirements"  of  the 
year  1918  and  that  "the  cost  of  this  equipment  is  approximately 
$500,0000  000  and  that  the  railroads  generally  cannot  '  '  in 

the  year  1918)  provide  through  their  usual  channels  for  the  capital 
requirements  for  the  acquisition  of  equipment  and  other  possible 
additions  to  plant."  They  invoked,  therefore,  the  co-operation 
and  aid  of  the  government  through  the  Treasury  Department  and 
the  Federal  Reserve  Board  to  secure  for  them  on  their  own  indi- 
vidual credit  the  new  capital  found  by  the  government  to  be  nec- 
sary  not  only  for  an  enlarging  plant  but  for  renewing  maturing 
obligations. 

At  the  time  this  statement  was  made  by  the  Railroad  War 
Board  (composed  of  Julius  Kruttschnitt,  Samuel  Rea,  Hale  Holden, 
Howard  Elliott  and  Fairfax  Harrison)  the  railroads  had  on  order 
1,902  locomotives  and  42,857  freight  cars. 

By  their  own  confession  the  railroads  needed  in  order  to  be  a 
"well-equipped  machine"  3,902  locomotives  and  192,857  freight  cars. 
During  Federal  control  4,226  locomotives  and  159,056  freight  cars 
were  supplied  to  the  railroads.  Notwithstanding  this  great  addi- 
tion to  the  equipment  of  the  companies  the  railroad  executives 
are  now  claiming  that  the  railroads  were  returned  to  them  a  less 
well-equipped  machine  than  at  the  time  the  government  took  con- 
trol of  them,  January  1.  1918. 

If  the  railroads  had  been  a  "well-equipped  machine"  and  in 
splendid  physical  and  operating  condition  January  1,  1918,  as  the 
railroad  executives  are  now  claiming,  why  was  it  that,  in  the  fall 
of  1916,  there  was  a  congestion  and  breakdown  of  railroad  trans- 
portation in  the  United  States  of  a  similar  character  and  with  like 
hurtful  consequences,  to  the  breakdown  and  congestion  which  oc- 
curred in  the  fall  of  1917  just  prior  to  Federal  control? 

After  quoting  from  the  Commission's  report  of  January  18,' 
1917,  on  car  distribution,  Mr.  McAdoo  said: 

Further  startling  differences  between  the  present  attempt  to 
show  that  the  railroads  were  in  splendid  condition  at  the  time  the 
government  acquired  control  and  the  effort  of  the  railroad  execu- 
tives to  obtain  various  increases  in  rates  are  disclosed  by  the  rec- 
ords of  the  Interstate  Commerce  Commission.  In  view  of  the  pa- 
thetic picture  of  the  condition  of  the  roads  as  drawn  by  these 
executives  before  the  Interstate  Commerce  Commission  from  1910 
to  1917,  the  least  cynical  might  be  justified  in  questioning  the  good 
faith  of  these  who  in  order  to  bolster  up  a  fictitious  case  against 
the  operation  of  these  roads  under  Federal  control,  now  assert 
that  they  were  maintained  under  private  control  "to  the  highest 
point  of  efficiency." 


Mr.  McAdoo  quoted  numerous  excerpts  from  testimony  given 
by  railroad  executives  and  officials  before  the  Commission  in  rate 
cases  prior  to  1918,  after  which  he  said: 

If  evidence,  other  than  the  statement  of  the  Railroad  War 
Board  and  the  testimony  before  the  Interstate  Commerce  Commis- 
sion of  the  railroad  executives  is  needed  to  demonstrate  that  the 
lack  of  sufficient  motive  power  continued  to  the  beginning  of  Fed- 
eral control,  it  will  be  found  in  the  letters  to  me  (hereafter  quoted) 
in  January,  1918,  from  various  executives  of  the  Eastern  Lines 
answering  my  complaint  of  their  inefficient  operation  of  the  roads. 
For  instance,  Mr.  Samuel  Rea  confessed  that  the  Pennsylvania 
Railroad  had  "practically  the  same  plant  as  in  1915";  President 
Dice  of  the  Philadelphia  &  Reading  itemized  his  difficulties  of  oper- 
ation as — 1st,  shortage  of  locomotives,  and  2d,  shortage  of  men; 
Mr.  Besler,  president  and  general  manager  of  the  Central  Railroad 
of  New  Jersey,  said,  "We  lack  sufficient  locomotives,  of  which  we 
have  been  in  urgent  need  for  months  past."  Mr.  Besler  also  re- 
quested that  I  "immediately  direct  25  freight  locomotives  ' 
be  transferred  to  the  Central  Railroad  of  New  Jersey." 

It  is  a  significant  commentary  upon  the  pre-war  efficiency  of 
railroad  equipment  that  (as  shown  by  Table  II  of  the  Interstate 
Commerce  Commission  Report  for  the  year  ending  December  31, 
1920,  p.  99)  from  June  30,  1914,  to  December  31,  1916,  the  number 
of  locomotives  in  the  service  of  the  railroads  decreased  from  67,012  to 
65,595;  and  on  December  31,  1917,  there  were  only  66,070  locomo- 
tives in  service.  In  other  words,  when  the  railroads  were  taken 
over  by  the  government  on  January  1,  1918,  there  were  942  less 
locomotives  in  the  service  than  on  June  30,  1914,  three  and  a  half 
years  previous,  while  the  average  tractive  power  of  locomotives 
had  increased  only  from  31.006  to  33.932  pounds. 

Similarly  the  number  of  freight  cars  decreased  from  2,349,734 
on  June  30,  1914,  to  2,329,475  on  December  31,  1916,  but  increased 
Decemter  31,  1917,  to  2,379,472,  or  practically  50,000  cars  increase 
in  three  and  a  half  years,  while  their  average  tonnage  capacity 
increased  from  39.1  to  40.9  tons  per  car.  or  only  1.8  tons  per  car. 

These  statistics  justify  the  statement  of  Mr.  Rea  of  the  Penn- 
sylvania in  his  letter  to  me  of  January  19,  1918,  when  he  answered 
my  complaint  of  his  failure  to  get  a  larger  transportation  output, 
by  saying  that  "until  severe  weather  occurred  we  handled  30  per 
cent  more  traffic,  with  practically  the  same  railroad  plant,  as  in 
1915." 

If  the  Pennsylvania  System,  which  advertises  as  "The  Standard 
Railroad  of  America,"  had  at  the  beginning  of  Federal  Control  in 
1918  only  "practically  the  same  plant"  as  in  1915;  with  "a  great 
many  freight  cars  in  need  of  general  repairs"  and  "kept  in  service 
by  patching";  "far  behind  in  improvements,  extensions,  and  addi- 
tions to  facilities  and  equipment,"  and  "urgently  in  need  of  termi- 
nal facilities"  and  "additional  tracks"  and  "a  considerably  increased 
number  of  locomotives,  passenger  cars  and  freight  cars";  with  facil- 
ities "obsolete  and  inadequate,"  what  can  be  said  for  the  condition 
of  the  lesser  railroad  systems,  "whose  needs,"  said  Mr.  Rea  in  No- 
vember, 1917,  in  comparison  with  those  of  the  Pennsylvania,  "are 
even  more  imperative?" 

In  connection  with  this  indisputable  evidence  of  the  depleted 
and  patched-up  condition  of  the  equipment  of  the  railroads,  it  is 
amusing  to  read  the  testimony  of  Mr.  Daniel  Willard  before  this 
committee  on  May  16,  1921,  where  he  was  at  great  pains  to  con- 
demn the  federal  maintenance  of  equipment  on  the  ground  that 
the  condition  of  the  freight  cars  upon  return  to  private  control 
was  not  reflected  by  the  report  of  the  bad-order  cars,  saying:  "Now, 
as  I  have  already  stated,  the  standard  of  maintenance  during  fed- 
eral control  was  changed." 

There  was  a  change  in  the  standard  of  maintenance  as  sug- 
gested by  Mr.  Willard,  but  instead  of  being-  downward,  as  he  charges, 
it  was  upward,  and  he  is  as  much  mistaken  about  this  as  he  is  in 
saying  that  the  master  car  builders'  rules  were  departed  from  dur- 
ing federal  control. 

The  witness  submitted  a  report  from  J.  J,  Tatum,  general  su- 
pervisor of  car  repairs  during  federal  control,  to  support  his  con- 
tention. He  said  the  tables  showed  that  there  was  little  dif- 
ference in  the  reported  number  of  bad  order  cars  and  locomotives 
at  the  beginning  and  the  end  of  federal  control. 

"The  facts  are,"  he  asserted,  "that  the  bad  order  equipment 
at  the  beginning  of  federal  control  was  blocking  the  terminals 
and  shops  and  roundhouses,  and  that  during  federal  control  a 
higher  standard  of  maintenance  than  before  was  maintained,  so 
that  at  the  end  of  federal  control  the  railroads  were  in  condition 
to  meet  the  heaviest  traffic  demands  in  their  history." 

Mr.  McAdoo  then  submitted  additional  testimony  to  support 
his  contention  that  "the  railroads  at  the  end  of  1917  were  in  a 
condition  of  disrepair,  postponed  improvements,  neglected  equip- 
ment and  deferred  maintenance." 

"The  Railroad  Administration,"  he  continued,  "adopted  the 
only  two  possible  methods  for  improving  the  general  condition  of 
equipment;  namely,  first,  immediately  using  more  efficiently  the 
available  facilities  and  forces,  and  later  increasing  the  shop  fa- 
cilities and  forces,  since  immediate  increase  of  these  facilities 
and  forces  under  war  conditions  was  impossible." 

Under  modifications  of  rules  governing  hours  of  labor  and 
the  promotion  to  mechanics  of  apprentices  and  helpers  agreed  to 
by  railroad  labor,  Mr.  McAdoo  said  the  railroad  employes  pa- 
triotically gave  up  privileges  and  concessions  which  their  organ- 
izations had  obtained  through  many  years  of  negotiations  and 
controversy.  He  said  these  concessions  could  not  have  been  ob- 
tained by  the  railroad  managements.  He  went  at  length  into  the 
subjects  of  common  use  of  shop  facilities,  consolidation  of  ter- 
minal facilities  and  elimination  of  unnecessary  expenditures  in 
roundhouse  operations.  As  a  result  of  the  increased  efficiency 
under  the  Railroad  Administration  he  said  there  was  no  shortage 
but  a  surplus  of  locomotives  during  the  entire  year  of  1919.  On 
January  1,  1919,  he  said  there  were  1,384  locomotives  in  good  con- 
dition in  storage,  "something  which  had  never  before  existed 
during  a  period  of  heavy  traffic.  There  were  no  good  order  lo- 
comotives in  storage  when  the  government  took  control  January 
1,  1918." 
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"At  a  matter  of  fact."  he  continued,  "the  Railroad  Adminis- 
tration purchased  4.226  new  locomotives  and  159,076  freight  cars. 
Counting  the  equipment  built  in  railroad  shops  we  turned  back 
to  the  railroads  2.006  more  locomotives,  26,815  more  freight  cars, 
and  1.051  more  passenger  cars  than  we  received." 

Mr.  McAdoo  declared  the  fullest  measure  of  maintenance  was 
sought  He  said  the  charge  of  Julius  Kruttschnltt  that  ties  were 
skimped  to  the  danger  point  "is  flatly  contradicted  by  the  facts, 
especially  so  far  as  the  Southern  Pacific  is  concerned.  The  tie 
renewals  of  the  Southern  Pacific  for  1917  were  3,186,447,  while 
for  1918  they  were  3.981.107.  In  other  words,  during  1918  the 
government  laid  794.660  more  ties  on  the  Southern  Pacific  than 
Mr.  Kruttschnitt  laid  In  1917.  an  increase  of  25  per  cent."  He 
further  declared  there  was  nothing  in  the  standard  contract  with 
the  roads  requiring  the  government  to  put  back  into  track  each 
year  as  many  new  ties  as  represented  the  average  tie  replace- 
ments made  by  the  railroads  during  the  test  period. 

"It  would  have  been  foolish  to  assume  an  obligation  to  re- 
place as  many  ties  and  rails  in  a  piece  of  track  as  represented 
the  average  for  a  three-year  test  period,  because  it  might  have 
ben  unnecessary  to  do  so.  whereas  expenditures  in  other  direc- 
tion! necessary  to  maintain  the  properties  in  substantially  as 
good  condition  as  when  received,  might  have  been  desirable  and 
as  to  these  the  Director-General  was  given  discretion."  said  he. 
"The  arguments,  therefore,  advanced  that  the  Railroad  Adminis- 
tration was  delinquent  In  Its  obligations  because  it  did  not  re- 
place as  many  ties  as  the  average  of  the  assumed  test  period 
rests  neither  upon  common  sense  nor  legal  foundation. 

"For  the  whole  country,  from  the  annual  reports  of  the  In- 
terstate Commerce  Commission  for  Class  1  railroads,  there  were 
laid  during  1918  only  2.930.891  or  2.3  per  cent  less  cross'tles  on 
previously  constructed  tracks  than  in  1917,  while  there  was  an 
increate  In  the  number  of  switch  and  bridge  ties  laid  in  pre- 
viously constructed  tracks  of  14,401,163  feet,  or  6.9  per  cent.  In 
the  light  of  these  facts,  what  becomes  of  Mr.  Kruttschnltfs 
charge  that  ties  were  skimped  to  the  danger  point  during  federal 
control?" 

Mr.  McAdoo  devoted  a  number  of  pages  In  refuting  Mr.  Krutt- 
schnltt's  charges  as  to  undermalntenance  during  federal  control. 
Declaring  that  the  carriers  with  the  aid  of  the  Commission 
adopted  unification  practices  of  federal  control  by  which  they 
sustained  the  heaviest  burden  of  truffle  In  their  history,  he  said: 

To  the  efficiency  of  Uwae  method*  and  th.-lr  remit*,  many  of 
the  mont  accomplished  and  reputable  railroad  official*  of  the  coun- 
try have  rectified,  a*  well  a*  to  the  good  physical  condition  of  the 
road*  and  their  equipment  at  the  end  of  the  federal  control.  This 
evidence  will  be  later  *et  out  in  detail.  The  unification  method* 
and  practice*  adopted  during  federal  control  were  *o  efficacious 
that  within  a  few  month*  after  the  railroad*  were  returned  to 

•  te  control  the  principal  rail  carrier*  petitioned  the  Interstate 
••  Commission  to  exercl*e  under  the  transportation  act 
many  of  the  power*  exercised  by  the  I'm .  tor  General  under  federal 
control.  A*  to  the  physical  condition  of  the  road*  and  their  equip- 
ment at  the  end  of  federal  control  the  truth  I*  that  while  at  the 
end  of  1117  the  railroad  executive*  had  frankly  admitted  that  the 
carrier*  were  In  such  condition  ••  to  be  "a  menace  to  public  *afety." 
at  the  and  of  111!  they  were  In  *uch  phyilral  condition  a*  to  be 
able  to  bear,  by  adopting  under  the  direction  of  the  Interstate  Com- 
merce Comml**lon  the  unification  method*  and  practice*  of  federal 
control,  the  heaviest  burden  In  the  blitory  of  American  railroading 

Taking  up  the  organization  of  the  Railroad  Administration, 
Mr.  McAdoo  said: 

The  Railroad  Administration  wa*  created  overnight  a*  a  war 
emergency  and  the  problem*  confronting  the  Director  General  were 
t«rrin<-  Frtat.  there  wa*  the  Imperative  necessity  of  disentangling 
the  almost  hopelessly  conceited  and  utterly  demoralized  railroad* 
In  the  Eastern  territory,  reflected  In  U**er  decree  by  the  entire 
railroad  situation  throughout  the  nation.  Second,  the  necessity  of 
protecting;  railroad  credit,  which  had  been  almo*t  destroyed. 

The  deliberate  attempt  ba*  been  made  to  create  the  Impreulon 
that,  upon  •••timing  the  dutle*  of  Director  General.  I  made  Imme- 
diate drastic  change*  In  the  management  of  the  railroad*,  and  di«- 
regardlng-  the  experience  and  ability  of  the  able  railroad  men  of 
the  country,  attempted  to  run  the  railroad*  upon  new  and  untried 
theories  of  my  own.  Nothing  1*  further  from  the  truth.  I  called 
at  once  to  my  aid  *omc  of  the  •Men  men  In  the  railroad  world. 
Immediately  upon  taking  office  a*  Director  General.  I  appointed  Mr. 
\  If  Smith,  president  of  the  New  Tork  Central,  a*  my  a**l*tant: 
and  until  an  organization  could  be  effected  he  wa*  one  of  the  rail- 
road men  upon  whom  I  mo*t  relied.  And  for  nearly  five  month* — 
four  month*  and  twenty-one  day*,  to  be  exact — I  retained  every 
railroad  corporation.  AD  agent*  of  the  Director  General  to  operate 
the  railroad*.  Under  ttn«  plan.  Samuel  Kea  ran  the  Pennsylvania 
Railroad  a*  pr.  \Villard.  the  Baltimore  *  Ohio  a*  pre»- 

Ident;  Julius  KmtUchnltt.  the  Southern  Pacific,  a*  chairman  of 
It*  board:  Fairfax  Harrison,  the  Southern  Railway  a*  president: 
urllngton  a*  president.  Similarly  I  rould  enum- 
erate every  railroad  In  the  country  a*  being  run  for  this  period  of 
four  month*  and  twenty-one  day*  by  It*  president  and  board  of 
directors  under  the  genera]  vupervlalon  of  the  Director  General 
and  hi*  staff  at  Washington. 

Declaring  he  put  the  railroad  executives  on  notice  that  their 
managements  were  on  trial.  Mr.  McAdoo  said: 

•>e»rly    five    months    the    full    power   of    the    government    was 
put    behind    th.  Th»«e    executive*    were    barked    to 

the   limit    In    what  they,   nnd    the    Knilrnn<l   War   Board,    had  declared 
neceMary  to  operate  the   railroads   siicrrssfully. 

The   conditions  •  nnsylvanla:   the   B.    ft    O..    the    Rending. 

the    Central    Railroad    of  rucy    were    so    unsatisfactory 

•e    of   the    congestion    on    these    lines   snd    their    failure    to   pro- 
«*>•    requisite    amount    of    transportation,    in    effect    paralyzing 


transportation  all  over  thq  Eastern  territory,  that  I  became  con- 
vinced that  the  managements  were  not  efficient.  On  the  17th  of 
January.  1918.  I  addressed  letters  to  the  presidents  of  each  of 
these  railroads  in  which  I  stated  to  them  frankly  that,  as  we 
were  In  the  midst  of  a  great  war,  the  public  interest  and  the  life 
of  the  nation  demanded  that  these  railroads  should  be  operated  effi- 
ciently and  that  excuses  were  worth  nothing;  that  only  results 
would  tell;  that  unless  there  was  a  decided  Improvement  a  change 
in  the  managements  of  these  properties  would  become  inevitable. 

Copies  of  the  letters  to  Presidents  Rea,  Willard,  Dice  and 
Besler  were  submitted  by  the  witness.  Their  replies  also  were 
submitted. 

"It  sufficiently  appears  from  this  correspondence  with  the 
railroad  executives  that  they  were  upoii  full  notice  that  their 
management  was  on  trial,  and  that  excuses  would  not  be  ac- 
cepted," said  Mr.  McAdoo. 

In  these  replies  from  Messrs.  Rea.  Willard.  Dice  and  Besler  we 
ilnd  the  same  complaint  of  (1)  lack  of  locomotives.  (2)  shortage  of 
labor,  (1)  reduced  efficiency  due  to  lack  of  skilled  labor,  (4)  un- 
prccedently  severe  weather,  and  lastly,  a  pledge  of  loyal  co-opera- 
tion and  support. 

It  la  reasonable  to  assume  that,  in  view  of  the  assur.-iiu-.-.- 
of  co-operation  and  support  given  by  railroad  officials  throughout 
the  country  to  make  government  operation  successful  for  the  pur- 
pose* of  the  war,  and  in  view  of  the  exercise  of  all  the  powers 
of  the  government  to  help  the  railroad  corporations  operate  the 
railroad*  at  the  highest  point  of  efficiency,  the  executives  did  their 
beat  to  manage  these  properties  efficiently  and  successfully,  and 
yet  during  the  first  five  months  of  1918.  when  they  operated  tin- 
railroad*  as  agent*  of  the  Director  General,  result*  were  mo*t  dis- 
appointing. The  corporation*  earned  for  the  government  during 
thl*  period  of  1918  far  lea*  net  revenue  than  they  earned  for  their 
private  owner*  during  the-  same  period  of  1917.  •  •  • 

The>  Issue  I*  Inescapable  that  if  there  was  In  1918  extravagance 
and  Inefficiency.  the*e  railroad  executive*  were  guilty  of  It.  and 
If  they  were  not  guilty  then,  they  are  now.  for  their  own  purposes, 
guilty  of  an  attempt  to  besmirch  the  record.  I  have  defended 
their  loyalty  to  the  government,  and  have  believed  that  they  were 
honestly  attempting  to  co-operate  with  the  government  In  the  effi- 
cient operation  of  the  road*,  but  what  excuse  can  they  offer  for 
their  reckless  and  lndlscrlniini.tr  criticism  of  the  operation  of  the 
railroad*  under  federal  control  when  figured  on  any  basis,  by  far 
the  greater  part  of  the  deficit  for  the  year  1918  occurred  when"  th.  \ 
were  operating  the  carrier*  for  the  account  of  their  governn.- 
What  pretense  can  they  make  that  they  could  have  produced  better 
result*  than  the  government  when  they  signally  failed  to  function 
efficiently  not  only  during  the  flr*t  five  months  of  1918,  but  also 
In  19K  and  1917.  as  shown  by  the  scathing  criticism  of  the  Hail- 
road  Corporation*  by  the  Interstate  Commerce  Commission  In  Ita 
decision  of  January  18.  1917.  to  which  I  have  already  referred. 

The  credit  of  the  railroad*  wa*  destroyed  before  the  war.  The 
financial  market*  of  the  country  were  closed  to  them.  This  I*  clearly 
shown  In  the  statements  of  the  railroad  executive*  before  the  In- 
teratate  Commerce  Commission  on  March  12.  1917.  especially  In  th.- 
-  of^  Messrs.  Underwood.  Willard.  Trumbtill.  Harrison  and 

With  the  credit  of  the  railroad*  Impaired,  financial  markets 
closed  to  them,  deferred  maintenance  and  postponed  Improvements. 
Inadequate  locomotive*  and  antiquated  facilities,  with  unexampled 
congestion  of  traffic,  and  unable  to  retain  their  (killed  labor,  they 
were  wrecked  unless  the  government  came  to  their  aid,  and.  a*  said 
by  Prealdent  Underwood  of  the  Krle.  there  wa*  only  one  word  to 
describe  It  and  that  wa*  "Smash:"  Without  government  aid  then. 
how  could  the  railroads  have  Improved  the  deplorable  condition  of 
the  locomotive  power  of  which  they  complained,  or  have  stopped 
costly  labor  turnover  which  Mr.  Underwood  testified  In  the  mechan- 
ical department  on  hi*  road  wa*  three  and  one-quarter  time*  in 
one  year  Inf.  Conf.  Mch.  it.  1917.  Vol.  7.  p.  41).  •  •  • 

Having  failed  so  signally  to  raise  capital  to  provide  the  neces- 
sary capital  expenditure*  and  the  wage  Increase  necessary  to  re- 
tain sufficient  (killed  labor  to  efficiently  operate  the  road*,  by  what 
right  do  they  now  criticise  the  Railroad  Administration  which  es- 
tablished a  credit  of  a  billion  of  dollars  and  more  for  capital  ex- 
penditures, brought  order  out  of  chaos,  got  the  transportation 
system  of  the  country  functioning,  opened  up  the  line  of  communi- 
cation between  the  soldiers  at  the  front  and  their  base  of  supplies. 
and  made  possible  the  early  ending  of  the  gruesome  and  awful  war? 

Could  private  control  have  bettered  the  weather  condition*  of 
which  the  railroad  executive*  complain,  or  overcome  the  ravages 
of  Influenza,  or  more  capably  cope  with  the  competition  of  skilled 
labor  which  the  high  wages  of  the  shipyards,  munitions  plants,  and 
the  cost-plus  contract*  generally,  had  abnormally  excited?  The 
unescapable  truth  1*  that  private  control  wa*  powerless  to  meet 
•|mand*  upon  the  railroads. 

The  outstanding  fact  I*  that  after  private  operation  of  the 
railroad*  had  resulted  In  bringing  them  In  1917  to  such  a  deplorable 
condition  as  to  be  a  "menace"  to  the  coun'ry.  the  government  op«r- 
ated  these,  roads  for  the  year  1918  with  "practically  the  same  plant" 
as  In  1915 — the  same  lack  of  locomotives,  the  same  poorly  repaired 
freight  cars,  the  same  Inadequate  facilities  and  terminals  and  out- 
of-date  roundhouses  and  repair  shops — and  broke  up  the  congestion 
of  traffic;  met  every  demand  upon  the  transportation  system  of  tin- 
country;  paid  a  living  wage  to  labor;  paid  to  the  owners  over  J!'""  - 
000.000  In  rental*,  which  they  could  not  possibly  have  earned  under 
private  control. 

It  I*  unfair  and  stupid.  If  not  worse,  to  challenge  the  efficient 
operation  of  the  railroads  during  1918  under  the  stress  of  war 
conditions,  because  after  paying  more  than  »900.nnfl.noo  to  the  own- 
er* In  rental*  there  wa*  a  deficit  of  about  $216,000.000.  all  of  which 
on  a  fair  comparison  and  adjustment,  was  Incurred  by  the  railroad 
itlvea  In  the  first  five  months  of  1018  a*  I  have  already  shown 
Putting  aside  the  fact  that  this  deficit  would  have  been  met  and 
overcome  by  the  Increase  In  rates  which  went  Into  effect  from  the 

«t  of  January,  a  money  value  cannot  be  put  on  the  great  ach! 
ments    of    the    railroads    under    government    control    In    meeting    the 
desperate    emergency    of    the    war    and    making   certain    the    ultimate 
defeat   of  Germany.     •     •     • 

On    March     21.     1918.    Congress    passed    the    federal    control    act 

rhlch    created    practically    the    relation    of   lessor  and    lessee    between 

the    railroad    corporations    and    the    government,    and    by   the    first    of 

May   I  had   become  convinced    that   the  management   of  the  railroads 

by    the    railroad    corporations    under    the    direction    of    the    Director 

•1    could    no   longer    be   continued.      Not   only   wa*   I   dissatisfied 

Ith    the    result*   of   the   corporate    operation    of   the   road*   as   above. 

t    out.    but    I    realized    that    under    the    federal    control    act    there 
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would  Inevitably  be  conflicts  between  the  duty  of  the  railroad  exec- 
utives to  their  corporations  and  their  duty  to  the  government, 
making  It  Impossible  for  a  railroad  president  to  fairly  represent 
his  corporation  and  the  government  at  the  same  time.  Moreover.  I 
became  convinced  that  much  economy  could  not  be  effected  with- 
out the  rerouting  of  traffic  by  the  shortest  and  most  efficient  lines, 
which  meant  the  elimination  of  competition,  the  abandonment  of 
unnecessary  passenger  and  freight  mileage,  the  elimination  of  many 
employes  who  were  required  under  competitive  control  and  were 
not  needed  under  unified  operation  of  the  railroads. 

Experience  of  almost  flve  months  with  corporate  managements 
convinced  me  that  their  officers  were  so  habituated  to  competitive 
practices  that  It  was  impossible  even  under  government  control  to 
prevent  them  from  competing  with  each  other  for  business.  Tra- 
dition and  habit  were  too  strong.  As  Julius  Kruttschnitt  said 
before  this  committee  January  8,  1919,  page  285,  "Of  course  It  Is 
a  pretty  hard  thing,  Senator,  when  you  have  had  drummed  Into  you 
for  years  and  years  the  commandment,  'Thou  shall  compete,'  to 
suddenly  change  and  obey  the  order,  'Thou  shall  not  compete' — 
It  would  take  some  lime  lo  make  Ihe  change."  Thorough  co- 
ordinalion  and  the  most  efficient  use  of  the  properties  for  Ihe  war 
purposes  required  the  abandonment  of  compelition.  For  this  and 
other  reasons  enumerated  it  was  necessary  to  relieve  Ihe  corpora- 
tions of  the  management  of  the  railroads  and  to  apply  federal 
control  direct. 

Defending  the  Railroad  Administration's  labor  policy,  he 
said: 

Upon  my  assumption  of  the  duties  of  Director  General,  Jan. 
1.  1918,  I  was  confronted  with  the  tremendous  problem  of  relieving 
the  unprecedenied  congestion  of  traffic  and  restoring  efficient  oper- 
ation of  the  railroads  so  that  the  movement  of  essential  war  sup- 
plies to  the  coast  and  of  troops  belween  camps  and  to  the  ports  of 
embarkation  and  the  transportation  of  raw  materials  and  supplies 
needed  for  the  industries  of  the  country  and  to  support  the  civil 
population,  should  proceed  uninterruptedly  and  in  sufficient  quanti- 
ties to  protect  the  situation.  An  absolute  essential  to  the  achieve- 
ment of  these  imperative  needs  was  lo  salisfactorily  dispose  of  the 
labor  problem,  which  was  then  acute  and  menacing.  Railroad 
employes  throughout  the*  country  were  thoroughly  discontented  and 
strikes  were  impending  everywhere.  The  railroad  executives  had 
testified  before  the  Interstale  Commerce  Commission  and  elsewhere 
lhal  railroad  wages  were  below  the  scale  paid  in  competilive  in- 
dustries and  had  been  seeking  increases  in  rates  in  order  thai  they 
might  Increa'se  wages,  and  without  which  Increases  of  rates  they 
said  that  it  was  impossible  to  do  so.  My  railroad  advisers  who 
were  among  the  best  railroad  men,  urged  that  I  give  immediate 
attention  to  the  labor  question.  Railroad  labor  was  grossly  under- 
paid and  there  were  many  grave  abuses  in  the  matter  of  working 
conditions  on  the  railroads  which  needed  correction.  •  *  » 

There  was  only  one  way  to  compose  the  disturbed  labor  sit- 
uation on  the  railroads  and  lhal  was  to  appoint  immediately  a  rail- 
road wage  commission  to  investigate  the  subject,  as  I  was  unwilling 
to  act  solely  upon  my  own  judgment  about  so  important  a  matter, 
and  to  have  it  report  after  a  careful  investigation  of  wages  and 
working  conditions  with  recommendations  as  a  basis  for  aclion. 
•  *  •  Accordingly,  I  crealed  on  January  18,  1918,  a  Railway  Wage 
Commission,  consisting  of  the  late  Franklin  K.  Lane,  chairman,  Ihen 
Secretary  of  the  Interior;  C.  C.  McChord,  member  of  the  Interstale 
Commerce  Commission;  J.  H.  Covington.  Chief  Justice  of  the  Su- 
preme Court  of  the  District  of  Columbia,  and  W.  R.  Wilcox,  chair- 
man of  the  Nalional  Republican  Commillee.  This  Commission  upon, 
exhauslive  investigalion,  found  lhat  railroad  labor  had  been  de- 
plorably underpaid  and  recommended  an  increase  ranging  from 
43  per  cenl  for  Ihe  lowesl  paid  lo  nolhing  for  the  highesl  paid. 
The  Wage  Commission  made  its  report  on  April  30,  1918,  and  upon 
its  consideralion  and  In  accordance  with  its  recommendation  I 
promulgated.  May  25,  1918,  General  Order  No.  27  granling  the  sug- 
gested graduated  increase  of  43  per  cent  for  the  lowest  paid  to 
increase  for  employes  receiving  $250  per  month  and  over.  This 
increase  was  below  the  wages  of  corresponding  groups  of  other 
industrial  workers. 

Until  recently  no  question  has  ever  raised  as  to  the  justice  and 
propriety  of  the  increases  in  wages  so  made.  In  fact,  Ihe  wisdom 
and  necessity  of  these  increases  was  generally  conceded  at  the  time. 

Mr.  McAdoo  went  into  great  detail  in  defense  of  the  various 
orders  issued  by  the  Railroad  Administration  with  respect  to 
railroad  labor.  As  to  the  allegations  of  the  executives  with  ref- 
erence to  abolition  of  piece  work,  he  said  less  than  10  per  cent 
of  all  the  employes  in  the  maintenance  of  equipment  department 
were  at  any  time,  during  federal  control,  working  on  the  piece 
work  plan  and  that  therefore  authorizing  it  to  be  discontinued 
could  not  have  seriously  affected  maintenance  costs  either  dur- 
ing or  since  federal  control. 

In  conclusion,  he  referred  to  his  recommendation  that  the 
railroads  be  operated  by  the  government  for  five  years  to  test 
under  normal  conditions  the  value  of  unified  control  and  direc- 
tion. He  said: 

I  do  not  wish  to  be  understood  as  renewing  the  suggestion  for 
a  five-year  test  period,  because  the  time  for  it  has  gone  by— con- 
tinuity of  operation  having  been  broken,  bul,  speaking  on  the  gen- 
eral results  and  effects  of  restored  private  control  and  the  return 
to  the  old  so-called  competilive  syslem  of  railroad  operalion  wilh 
ils  great  wasles  and  inefficiencies,  wilh  Ihe  Iremendous  burden  im- 
posed on  Ihe  public  of  increased  freight  and  passenger  rales,  Ihe 
evil  consequences  of  which  are  reflecled  In  the  prostralion  of  agri- 
cullure,  labor  and  induslry,  and  of  Ihe  colossal  claims  made  by 
Ihe  railroad  corporations  against  the  government  for  alleged  under- 
mainlenance,  inefficiency  of  labor,  etc.,  I  am  convinced  lhat  it  would 
have  cost  the  American  people  far  less  money  to  have  controlled  Ihe 
railroads  for  said  lesl  period  lhan  has  resulted  from  their  return 
to  prlvale  control.  Whatever  of  under-maintenance  may  have 
exisled,  Ihe  governmenl  could  have  overcome  al  reasonable  cost 
during  Ihe  five-year  lesl  period  and  whalever  queslions  have  arisen 
on  this  score,  out  of  Ihelr  earlier  relurn  would  have  been  eliminaled 
al  the  end  of  Ihe  flve  years,  because  Ihere  would  have  been  ample 
time  lo  equalize  overmainlenance,  of  which  Ihere  was  a  greal 
deal  on  some  lines,  wilh  Ihe  under-malnlenance  on  others  and  to 
bring  the  properties  up  to  a  high  standard  of  conslruclion  and 
efficiency. 

I  am  also  convinced  lhal  Ihe  presenl  level  of  freighl  and  passen- 
ger rates  would  have  been  unnecessary  because  Ihere  is  no  queslion 


In  my  mind  lhat  a  well-directed  and  unified  operation  of  the  rail- 
roads would  enormously  reduce  the  cost  of  operation  and  greatly 
increase  efficiency.  Again,  Ihe  cosl  of  credll  for  capital  expenditures 
and  refunding  of  maluring  obllgalions  would  have  been  less  lhan 
under  private  control.  During  such  a  lesl  period  Ihe  existing  m- 
veslmenls  in  Ihe  railroads  would  have  been  protected,  labor  prob- 
lems would,  in  my  judgment,  have  yielded  to  more  reasonable 
trealmenl,  and  Ihe  common  use  of  terminal  facilities,  not  possible 
under  diversified  competilive  conlrol,  would  have  constantly  tended 
toward  a  lowering  of  Ihe  cosl  of  Iransporlatlon  since  the  terminal 
costs  constilule  such  a  large  percenlage  of  Ihe  lolal. 

There  are  so  many  differenl  faclors  lo  be  laken  inlo  accounl, 
that  no  completely  salisfaclory  comparison  can  be  made  of  Ihe  oper- 
allng  and  financial  performance  of  the  transporlalion  syslem  undei 
Ihe  war  administration  as  against  the  period  since  the  terminalion 
of  federal  conlrol.  Moreover,  as  I  have  slaled,  Ihe  period  covered 
by  Ihe  Railroad  Admlnislralion  was  unique  and  unprecedenied.  The 
railroads  were  managed  with  but  one  primary  object  in  view— to 
assist  in  the  winning  of  Ihe  war.  No  consideration  of  costs  of 
operation  were  permitted  to  interfere  with  Ihis  fundamental  pur- 
pose. When  it  became  necessary,  costs  were  disregarded.  Even 
under  Ihese  conditions,  however,  a  very  favorable  comparison  can 
be  drawn  wilh  Ihe  resulls  of  prlvale  operalion. 

The  railroads  as  public  ulililies  cosl  Ihe  people  of  Ihe  country 
whatever  amounts  are  paid  for  Ihe  transportalion  of  freighl  and 
passengers  plus  whatever  direct  appropriations  or  grants  are  made 
from  the  public  funds  by  Ihe  Congress  afler  deducling  assels 
remaining  in  Ihe  hands  of  Ihe  governmenl.  During  Ihe  26  monlhs 
of  federal  conlrol,  Ihe  gross  revenues  paid  lo  Ihe  railroads  direclly 
by  Ihe  public  amounled  lo  $11,036,572,509.  Direclor-General  Davis 
recenlly  eslimated  thai  the  ultimale  cost  arising  from  appropria- 
lions  by  Congress  would  be  $1,496,281,961.  Adding  Ihis  lo  Ihe  direcl 
cosl  in  revenues,  we  have  a  lolal  cosl  lo  Ihe  public  amounling  lo 
$12,532,854,470,  covering  Ihe  enlire  26  monlhs  of  federal  conlrol. 

Since  Ihe  termination  of  federal  control,  stalislics  are  available 
for  20  monlhs  of  privale  conlrol  or  unlil  November  1,  1921.  These 
show  a  lotal  operating  revenue  paid  by  Ihe  public  lo  Ihe  railroads 
of  $9,972,305,818.  To  Ihis  musl  be  added  Ihe  amounts  which  must 
be  paid  by  the  public  under  the  6  monlhs'  guarantee  period.  The 
Interslale  Commerce  Commission  eslimates  this  will  be  $525,412,135. 
This  sum  added  to  operating  revenues  makes  a  tolal  cosl  lo  Ihe 
public  of  20  monlhs  of  private  control  amounting  to  $10,508,242,716. 
Reducing  the  cost  of  each  period  to  a  comparable  monlhly  basis, 
gives  Ihe  following  resull: 

Cosl    lo    the    Public    per    Monlh. 

Railroad   Adminislralion    $470,637.404 

Privale    conlrol    525,412,135 

Expressed  in  terms  of  dollars  and  cenls,  Iherefore,  Ihe  cosl 
of  operaling  the  railroads  under  private  managemenl  has  been  $54,- 
774,731  per  monlh  more  lhan  il  was  during  federal  conlrol,  or  $657,- 
206,772  per  annum. 

If  Ihe  cosls  of  operalion  are  considered  on  Ihe  basis  of  unils  of 
Iransporlalion  aclually  handled,  or  equaled  Ion  miles,  il  is  even  more 
favorable  lo  Ihe  Railroad  Adminislralion.    II  is  as  follows: 
Cosl   lo   Ihe  Public   per   1,000   Equated   Ton  Miles 

Under  Railroad  Administration    $10.94 

Under  private  control   12.81 

On  the  basis  of  work  done,  the  cosl  lo  the  people  under  private 
control  was,  therefore,  17  per  cent  more  lhan  under  governmenl  man- 
agemenl. 

II  may  be  said  in  crilicism  of  Ihese  comparisons  lhat  Ihe  higher 
wages  of  labor,  as  well  as  higher  freighl  and  passenger  rales  since 
1920,  were  an  inherilance  of  privale  managemenl  from  Ihe  Railroad 
Adminislralion.  To  this  the  obvious  answer  is  that  it  does  not  neces- 
sarily follow  thai  such  advances  would  have  been  made  under  a 
conlinuance  of  federal  operalion,  but  even  so,  the  Railroad  Ad- 
ministration in  1918,  as  I  have  pointed  out,  inherited  the  necessity 
of  equally  as  large  wage  increases  from  privale  managemenl  before 
Ihe  war  and  had  lo  make  corresponding  increases  in  freighl  and 
passenger  charges. 

The  delailed  figures  upon  which  these  comparisons  are  made, 
are  as  follows: 

COST    OF   OPERATION    OF   RAILROADS   UNDER   RAILROAD   AD- 
MINISTRATION   COMPARED   WITH    COST    OF 
POST-WAR  PRIVATE  OPERATION. 

Under  Railroad  Under  posl-war 

Item.  Adminislralion*   privale  oper'nt 

Total   operating  revenue    $11,036,572,509        $9,972,305,818 

Cost  to  government: 

By       congressional         appropriation 

Director  General  Davis'  Est 1,200,000,000        

Six   months'    guarantee    535.936,898 

Cost  to  people: 

Total     12,236,572,509  10,508,242,716 

Per    month    470,637,404  525,412,136 

Per  1,000  equaled  Ion-miles   $10.94  $12.81 


*Jan.  1,  1918,  lo  Feb.  29,  1920  (26  monlhs). 

tMarch  1,  1920,  lo  Ocl.  31,  1921   (20  monlhs). 

Every  advanlage  is  given  in  Ihis  comparison  to  the  period  of  pri- 
vate operation.  The  annual  guaranteed  rental  of  $906,000,000  is  fully 
included  in  the  period  of  federal  control,  while  in  Ihe  period  of  pri- 
vate conlrol,  Ihe  relurn  or  nel  profit,  contemplated  under  the  trans- 
porlalion acl,  is  practically  omitted.  If  Ihe  expeclations  of  Ihe 
Iransporlalion  acl  had  been  completely  realized  as  Ihe  relurns  pro- 
vided for  Ihe  railroads  (6  per  cent  on  $18,900,000,000)  the  cost  to 
the  public  of  private  operation  would  have  been  greatly  Increased. 
The  return  provided  for  in  the  transporlalion  act,  if  realized,  would 
amounl  to  $1,134,000,000  annually.  In  1920,  however,  the  net  Income 
of  the  railroads  was  only  $62,264,000  and  in  1921,  according  to  esti- 
mates from  private  sources  as  no  official  relurns  are  available,  Ihe 
nel  income  will  nol  exceed  $600,000,000.  Conservalively  slaled,  Ihere- 
fore, Ihe  amounl  which  il  would  have  cosl  Ihe  public  if  Ihe  guaran- 
tee provision  of  Ihe  Iransportation  acl  had  been  realized  during 
Ihe  period  of  privale  managemenl  would  have  been  al  leasl  one 
billion  dollars  more  lhan  Ihe  amounl  already  slaled.  This  Is  equiv- 
alenl  lo  $50,000,000  for  each  monlh  of  Ihe  period.  If  added  lo  Ihe 
surplus  of  cosl  lo  Ihe  public  per  monlh,  as  before  slaled,  of  a  pri- 
vale over  governmental  conlrol,  il  would  amount  to  $93,379,275  a 
month  or.  in  other  words,  would  show  thai  private  operation  had  cost 
the  people  $1,120,551,300— more  per  annum  than  the  Railroad  Ad- 
minislralion. This  comparison  of  privale  managemenl  wilh  the 
Railroad  Adminislralion  is  eminenlly  fair  for  the  reason  lhal  in  Ihe 
figures  showing  Ihe  public  cosl  of  Ihe  Railroad  Adminislralion  is 
included  Ihe  annual  rentals  of  $906,000,000  paid  by  Ihe  government. 
ANNUAL  COSTS  OF  OPERATION  ' 

As  lo  aclual  operaling  costs  and  efficiency,  a  comparison  may 
be  made  by  eliminating  all  Clements  of  profit  and  reducing  the 
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items    to    direct    operating    expense.      This    is    done    In    the    following 

Jan.  1.  1918.  to  Feb.  March  1. 1920,  to 

29,  1920.  Inclusive  Oct.  31.  1921 

Total  operating  expenses   19.2M.990.170  18.876 .781, 707 

Tax   accruals    421.392,919  481.501,012 

I'ncollectible  revenue  tHin'!!,  it -««gi9i7£ 

&&?£*  • : : : : : : : : : : : : : : :: :: ::    »•»?:«•»          M:**™ 

Total     19.775.709.148  $9.4*5.144.778 

By  reference  to  this  table  It  will  be  seen  that  the  actual  operating 
monthly  costs  under  governmental  control  were  only  $379.988,811.  as 
against  1473. 257.239  under  private  management;  or  In  other  words, 
private  control  cost  f97.268.386  more  per  month  or  »1. 1(7.120.632 

Expressed  in  terms  of  work  done  or  units  of  traffic  handled  the 
cost  oer  1 00*  equated  ton  miles  under  government  control  was 

'  18  74  '  as  compared  with  $11.54  under  private  management. 
In  other  words  the  cost  of  private  operation  since  federal  control 
has  been  32  per  cent  higher  than  under  the  Railroad  Administra- 
tion.   

RECOVERY   OF   EXCESS  INCOME 

Tk*  Trifc   World  Wfikimgton  Surra* 

The  Commission  has  issued  an  order  specifying  rules  and 
regulations  to  be  followed  by  the  -carriers,  in  complying  with 
the  provisions  of  the  transportation  act  relating  to  recapture  of 
earnings  In  excess  of  6  per  cent  on  the  value  of  the  property 
of  the  Individual  carrier.  The  order  follows: 

In  the  matter  of  the  recovery  and  P*/me5i°f.e,xce;*,I'"w",y  25%' 
allng  Income  under  the  provisions  of  Section  ISA  of  the  Interstate 

C°nTnerceommi*slon  having  under  consideration  the  provisions  of  para- 
graphs <«)  and  (9)  of  section  ISa  of  the  Interstate  commerce  act.  read- 
mg  ••  follow*: 

(6)  If  under  the  provi«lons  of  this  section,  any  carrier  receive* 
for  any  year  a  net  railway  operating  Income  In  excess  of  6  per  centum 
of  the  value  of  the  railway  property  held  for  and  used  by  It  In  the 
service  of  transportation,  one- half  of  such  excess  shall  be  placed  In  a 
reserve  fund  established  and  maintained  by  such  carrier,  and  the 
remamlng  one-half  thereof  shall,  within  the  first  four  months  fol- 
lowing the  close  of  the  period  for  which  such  computation  Is  made,  be 
Scovfrab*.  STand  pakfto  the  Commission  for  the  purpose  of  estab- 
lishing and  maintaining  a  general  railroad  contingent  fund  aa  herein- 
after described.  For  tie  purposes  of  this  paragraph  the  value  of  the 
railway  property  and  the  net  railway  operating  Income  of  a  group  of 
arrler*.  which  the  rnminttiTii  find,  are  under  common  control  and 
management^uidare  operated  as  a  single  system,  shall  be  computed 
for  the  system  as  a  whole  Irrespective  of  the  separate  ow»s»mhlp  and 
accounting  returns  of  the  various  parts  of  such  system.  In  the  case 
of  any  canter  which  baa  accepted  the  provisions  of  section  10*  of  this 

caNe  tot0lhe  "income  for  any  period  prior  to  September  1.. l»*-"*The. 
value  of  such  railway  property  shall  be  determined  by  the  Commis- 
sion In  the  manner  provided  In  paragraph  (4). 

<9)  The  Commission  shall  prescribe  rules  and  regulations  for  th.- 
determination  and  recovery  of  the  excess  Income  payable  to  It  under 
this  section,  and  may  require  such  security  and  prescribe  such  rea- 
sonable terms  and  conditions  In  connection  therewith  aa  It  may  find 
necessary.  The  Commission  shall  make  proper  adjustments  to  pro- 
vide for  the  computation  of  execs*  Income  for  a  portion  of  the  year, 
id  for  a  year  In  which  a  change  In  the  percentage  constituting  a  fair 
return  or  In  the  value  of  a  carrier's  railway  property  becomes 
effective. 

It  is  ufoeredi 

That  the  years  or  parts  of  years  for  which  net  railway  operat- 
ing Income  and  the  return  represented  by  such  Income  upon  the 
aggregate  value  of  railway  property  held  for  and  used  In  the  service 
of  transportation  are  to  he  computed  shall  be  the  years  or  parts  of 
years  ending  on  December  11.  respectively.  In  the  case  of  any  car- 
rier which  accepted  the  provisions  of  section  109  of  the  Transporta- 
tion Act,  1910.  the  first  period  for  which  such  computations  are  to  be 
made  shall  be  September  1.  1910,  to  December  11.  1910.  both  Inclusive. 
In  the  case  of  carriers  which  did  not  accept  the  provisions  of  said 
section  KM  of  the  Transportation  Act.  1910.  the  first  period  forwhlrh 
such  computations  are  to  be  made  shall  be  March  1.  1920.  to  Decem- 
ber 11.  1910.  both  Inclusive. 

J.  That  the  excess  Income  for  the  nortlons  of  a  year  ended  De- 
cember II.  1920.  shall  be  preliminarily  Axed  as  the  Income  In  excess 
of  such  proportions  of  <  per  cent  on  the  value  of  the  railway  property 
held  for  and  used  In  the  service  of  transportation  as  the  net  railway 
operating  Income  for  the  months  of  September  to  December,  both 
Inclusive,  or  for  the  month*  of  March  to  December,  both  Inclusive,  as 
the  case  may  be.  In  the  three  years  ended  June  10.  1917.  bears  to  the 
total  net  railway  operating  Income  for  the  same  three  yean. 

3.  The  aggregate  value  of  the  railway  property  of  the   reporting 
carrier  or  carrier*  held  for  and  used  In  the  service  of  transportation 
shaH  be  based  preliminarily,  m  the  case  of  carriers  which  msde  such 
returns  directly  or  Indirectly,  upon  the  amount  reported  or  used  by 

carrier  or  carrier*  as  the  aggregate   value  of  railway   property 
for  and  used  by  them  In  the  service  of  transportation  In  the  pro- 
ceeding entitled  "In  the  matter  of  the  applications  of  carrier*  In  offl- 
rlal.   southern,   and   western   classification    territories   for  authority   to 
•neaiii  rate*."  Docket  No.  Kx  Parte  74.  with  adjustments  for— 
(a  i     New  Hoes,  extensions  and  additions,  and  betterments; 
(b)    Retirements: 

Amounts  of  property  for  which  permission  to  retain  earning" 
under  paragraph   (IS)  of  section  ISa  of  the  Interstate  Commerce 
has  been  granted:  and 

-    Increase*  or  decreases. 

properly  affecting  the  aggregate  value  of  the  railway  property  of  such 
carriers  held  for  and  used  In  the  service  of  transportation,  claimed  or 
v  the  rarrler  and  supported  by  detailed  explanations.     The 
value  of  such  railway  property,  as  reported,  will  be  corrected  and  the 
<l  value  will  N>  determined  In  the  manner  provided  In  paragraph 
f  section   ISa  of  the  Interstate  commerce  act,  and  corresponding 
adjustments  In  amount*  recoverable  by  and  payable  to  the  Commis- 
sion  will   he   effected.      In    the   case   of   those   carriers   which    did   not 
eirectly  or  Indirectly  make  return*   In   connection   with    Ex    Parte  74. 
the  Investment  In  road  and  equipment  as  of  December  31.   1919,  with 
proper  adjustment!  as  heretnahove  Indicated  will  he  uaed   for  prelimi- 
nary computations,  and  thene  preliminary  computation*  will  be  simi- 
larly '  after  the  determination  of  actual  value*  In  accordance 
with  paragraph  (4)  of  section  ISa  of  the  Interstate  commerce  act. 

4.  The  establishment  of  preliminary  bases  for  prorating  the  re- 


turn  of  6  per  cent,  or  ascertaining  property  values  to  which  the  rate 
is  applicable,  does  not  preclude  any  carrier  from  using  such  other 
bases  as  it  considers  more  equitable  and  in  accord  with  the  facts; 
such  other  bases,  however,  must  be  fully  and  properly  supported. 

It  Is  further  ordered.  That  pursuant  to  the  foregoing  rules  and 
regulations  for  the  determination  and  recovery  of  the  excess  income 
payable  under  section  15a  of  the  interstate  commerce  act  each  and 
every  carrier  by  railroad,  or  partly  by  railroad  and  partly  by  water, 
within  the  continental  I'nlted  States,  subject  to  the  provisions  of  the 
Interstate  commerce  act,  excluding — 

(a)  Sleeping-car  companies  and  express  companies; 

(b)  Street   or    suburban    electric    railways    unless    operated   as    a 
part  of  a  general  steam  railroad  .system  of  transportation; 

(c)  Interurban  electric   railways  unless  operated  as  a  part   of  a 
general   steam    railroad    system   of    transportation   or   engaged  in   the 
general  transportation  of  freight;  and 

(d)  Any   belt-line  railroad,   terminal   switching  railroad,   or  other 
terminal    facility,    owned    exclusively    and    maintained,    operated,    and 
controlled  by  any  State  or  political  subdivision  thereof. — 

shall  on  or  before  February  1.  1922,  report  to  the  secretary  of  the 
Interstate  Commerce  Commission,  Washington,  D.  C.,  the  following 
matters: 

1.  The  amount  by  which  Its  net  railway  operating  income  for  the. 
period  ended  December  31.   1920,  was  in  excess  of  that  percentage  of 
the  value  of  railway  property  held  for  and  used  by  it  In  the  service  of 
tranportation,    established    by    the    foregoing    rules,    with    explanation 
and  details  of  the  manner  In  which  such  excess  income  was  computed, 
or,  in  the  event  there  was  no  such  excess  railway  operating  Income. 
that  fact,   with   corresponding  calculations  and   details  In   support   of 
the  return. 

2.  In  cases  where  excess  net  railway  operating  income  is  reported, 
a   statement  of  the   title   of   the    fund   account    in    which   one-half  of 
such  excess  was  placed,  when  such  reserve  fund  was  established,  the 
amount  placed   In   that   fund,   and   how   the   assets   In   that  fund  are 
represented  or  held. 

1.  The  amount  of  the  remaining  one-half  of  the  excess  Income 
as  preliminarily  computed  paid  to  the  Interstate  Commerce  Commis- 
sion and  when  and  how  such  amount  was  paid.  If  unpaid  the  amount 
•hould  be  paid  by  remittance  to  or  draft  in  favor  of  the  Interstate 
Commerce  Commission,  transmitted  to  George  B.  McGlnty,  secretary 
of  the  Interstate  Commerce  Commission.  Washington.  D.  C. 

4.  The  value  of  the  railway  property  of  the  reporting  carrier  or 
carrier*  with  a  statement  in  detail  of  the  manner  In  which  such  value 
Is  arrived  at  and  a  full  explanation  as  to  the  method  In  which  the 
values  of  properties  of  a  group  of  carriers  have  been  aggregated  In 
cases  where  property  values  and  Income  are  computed  for  a  system 
pursuant  to  the  provisions  of  paragraph  (6)  of  section  15a  of  the 
Interstate  commerce  act.  In  *urh  cases  a  full  explanation  should  be 
given  of  the  reasons  why  the  group  of  carriers  used  are  treated  as 
under  common  control,  management,  and  operation. 

It  Is  further  ordered.  That  an  original  report  and  three  copies  of 
the  same  shall  be  forwarded  to  George  U.  McGlnty,  secretary.  Inter- 
state Commerce  Commission.  Washington.  D.  C.  Reports  shall  be 
Pf*"*/*!1  I"  typewritten  or  printed  form,  on  paper  approxim»t,  K 
SVfcxll  Inches,  with  1V«  Inches  margin  at  the  left  side  for  binding. 
except  as  to  exhibits,  which  may  be  of  any  convenient  size,  but  which 
•hall  be  folded  to  conform  to  the  size  of  the  report. 

It  Is  further  ordered.  That  the  original  reports  shall  be  made 
under  oath,  signed  and  filed  on  behalf  of  the  carrier  by  Its  president 
a  vice  president,  auditor,  comptroller,  or  other  executive  officer  hav- 
ing knowledge  of  the  matters  therein  set  forth  and  duly  designated 
for  that  purpose  by  the  carrier 


AGRICULTURAL  CONFERENCE 

Tkt  Traffic  World  H'oskiitgion  Burrs* 

A  motion  by  Samuel  Gompers.  president  of  the  American 
Federation  of  Labor,  to  delete  from  the  report  of  the  committee 
on  railway  transportation  the  declaration  that  railroad  corpo- 
rations and  railroad  labor  should  share  In  the  deflation  In  charges 
now  affecting  all  Industrie*,  wag  defeated  at  the  closing  session 
of  the  National  Agricultural  Conference  late  January  27. 

Mr.  Gompers  contended  that  labor  had  been  deflated  already. 
He  said  it  had  been  stated,  to  his  mind  accurately,  that  over 
$1,250.000,000  had  been  placed  to  the  cost  In  wages  of  the  rail- 
roads In  excess  of  the  amount  properly  chargeable  to  labor  cost. 

F.  R.  Todd  of  Illinois  said  the  committee  In  preparing  the 
resolution  simply  tried  to  point  out  to  the  regulatory  authorities 
that  In  dealing  with  the  reconstruction  of  the  freight  rate  prob- 
lem constderalon  should  be  given  to  all  factors  entering  Into 
those  problems. 

"We  are  not  charging  that  the  labor  In  railroad  transporta- 
tion U  unjustly  inflated  at  this  time,"  said  he.  "We  have  taken 
Into  consideration  the  fact  that  60  per  cent  of  the  gross  receipts 
oTTTTe  railroads  are  paid  to  labor  and  that  when  the  Interstate 
Commerce  Commission  does  face  the  problem  of  readjustment 
It  must  of  necessity  not  only  consider  the  situation  of  the  rail- 
roads but  also  of  all  the  other  factors  that  enter  Into  transporta- 
tion costs,  and  It  seems  to  me  that  It  would  be  unfair  not  to  call 
attention  to  the  fact  that  those  problems  must  be  considered 
when  the  time  comes." 

Samuel  H.  Cowan  of  Texas  declared  the  report  was  less  than 
It  ought  to  be.  He  referred  to  action  taken  earlier  In  the  day, 
when  the  report  of  the  committee  on  costs,  prices  and  adjust- 
ments was  modified  so  as  to  eliminate  a  recommendation  that  to 
effect  freight  rate  reductions  the  Adamson  law  should  be  repealed 
as  well  aa  the  "guarantee  clause"  of  the  transportation  act. 
Cowan  said  it  had  been  urged  that  rates  be  reduced  to  the  basin 
existing  prior  to  Ex  Parte  74,  and  that  the  Labor  Board  should 
give  the  railroads  an  opportunity  to  employ  labor  at  such  rea- 
sonable wages  as  would  enable  the  railroads  to  charge  reason- 
able rates  for  the  transportation  of  live  stock  and  farm  products. 

"We  stood  flat-footed  on  that  In  spite  of  Mr.  Gompers'  pro- 
test," said  he.  "That  was  stricken  out  and,  in  lieu  of  that,  this 
soft  mush  and  milk  expression  which  he  now  objects  to  was 
Inserted,  that  we  recognize  that  labor  and  railroad  corporations 
should  stand  their  share  In  the  general  deflation.  If  you  came 
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here  as  farmers  and  are  not  in  favor  of  that,  go  back  home  and 
make  a  report  to  your  communities  and  you  will  not  be  sent 
again. 

"I  say  there  is  not  an  intelligent  man  sitting  under  the  hear- 
ing of  my  voice  at  this  time  who  does  not  know  that  the  Con- 
stitution of  the  United  States  by  the  fifth  amendment  declares 
that  private  property  shall  not  be  taken  for  public  use  without 
just  compensation,  and  under  that  Constitution  that  railroads 
cannot  be  required  to  make  rates  that  will  not  give  them  a 
reasonable  compensation.  Is  there  a  man  here  who  denies  that? 
Now,  then,  what  is  the  compensation?  It  is  the  net  return. 
How  do  you  get  at  the  net  return?  Deduct  the  operating  ex- 
penses from  the  gross  return,  and  yet.  the  Railroad  Board  ad- 
vanced the  railroad  wages  $625,000,000  at  Mr.  Gompers'  behest. 
The  railroads  said  that  they  were  neutral.  They  thought  they 
would  reach  in  Jones'  pocket  and  take  it.  They  reached  in 
Jones'  pocket  and  reached  once  too  often,  and  he  didn't  have  the 
money,  and  now  these  wages  have  to  be  put  back  or  there  will 
be  no  transportation  wages  of  the  five  million  that  Mr.  Gompers 
says  is  out  of  employment.  How  are  your  men  to  get  employ- 
ment if  there  is  no  business?  How  can  you  get  the  business 
to  carry  if  the  farmers  cannot  afford  to  produce  and  ship  on 
the  rates  we  have?  This  conference  was  called  to  undertake 
to  state  what  the  people  want  in  spite  of  the  union  and  in  spite 
of  anybody  that  proposes  to  stop  it.  We  propose  a  fair  show 
on  a  live-and-let-live  policy.  I  would  rather  resign  the  mem- 
merbship  of  this  convention  than  to  sit  here  and  refuse  to  adopt 
at  least  that  much  that  we  believe  that  both  the  railroad  cor- 
poration and  the  labor  should  share  equitably  in  the  deflation. 
If  anybody  here  is  not  willing  to  vote  for  that,  go  home  and 
report  to  your  constituency." 

"When  the  wages  of  labor  in  Chicago  for  an  hour's  work 
is  more  than  the  farrSer  of  Illinois  gets  for  working  fourteen 
to  sixteen  hours  a  day — when  the  monthly  wage  of  the  railroad 
engineer  is  more  than  the  net  return  on  forty  acres,  I  believe  it 
is  time  for  the  state  of  Illinois  and  for  the  United  States  to  take 
some  consideration  of  the  matter  of  labor  wages,"  said  Howard 
Leonard  of  Eureka,  111. 

J.  R.  Howard,  head  of  the  American  Farm  Bureau  Federa- 
tion, saying  he  held  a  brief  for  about  six  million  farm  laborers, 
declared  it  was  true  that  railroad  labor  was  highly  paid  in  com- 
parison with  other  labor. 

"The  farm  laborer  must  buy  the  same  clothing,  food  and 
shoes  as  the  railway  laborer,"  he  continued.  "We  want  to  get 
a  balance,  as  I  said  before,  between  the  railroad,  industry  and 
agriculture.  Until  we  get  that  balance,  things  won't  be  any 
better." 

W.  J.  Thompson  of  Maine  said:  "If  we  cannot  consider  the 
problem  of  wages  in  putting  down  our  freight  rates  in  Maine,  we 
might  as  well  say  there  is  no  use  trying  to  put  them  down." 

Mr.  Moon  of  Pennsylvania,  represeting  the  American  Asso- 
ciation of  Nurserymen,  said:  "I  think,  without  further  delay, 
that  we  could  well  afford  to  decide  at  this  time  whether  or  not 
this  is  to  be  a  conference  of  the  American  Federation  of  Labor 
or  the  national  agricultural  interests  of  America.  This  after- 
noon, you  notice,  the  very  motion  offered  to  strike  out  this  para- 
graph was  not  made  by  an  agriculturist,  but  the  most  prominent 
representative  of  labor  in  the  United  States.  I  am  surprised, 
almost,  that  statesmanship  of  that  kind  offers  a  resolution  to 
amend  an  agricultural  report,  and  I  think,  Mr.  Chairman,  that 
we  could  well  afford  to  take  a  vote  now  on  the  question." 

Whereupon  there  were  cries  for  a  vote  and  Mr.  Gompers' 
motion  was  declared  defeated. 

The  report  of  the  committee  on  railway  transportation  as 
adopted  by  the  conference  follows: 

On  the  basis  of  present  agricultural  prices  existing  levels  of 
freight  rates  on  basic  agricultural  commodities  constitute  an  excessive 
burden  upon  the  agriculture  of  the  country,  and  if  long  continued 
will  result  in  relocating  much  of  our  agricultural  production  with 
consequent  modification  of  railroad  revenues  and  revenue-producing 
centers. 

Wherefore,   it   is   recommended   as   follows: 

1.  That   the  freight  rates  on   farm  products,   live  stock   and   the 
products  of  allied  industries  be  reduced  to  the  rates  in  effect  August 
25,  1920.  and  that  the  Interstate  Commerce  Commission  put  the  above 
reductions  into  effect  at  once,   and   further   reductions  as  rapidly  as 
reductions   in   operating   expenses    will   Justify. 

That  the  carriers  be  directed  to  readjust  freight  rates  on  other 
commodities  as  quickly  as  possible  upon  the  basis  of  what  the  vari- 
ous classes  of  traffic  will  reasonably  bear.  That  those  rate  relation- 
ships between  producing  districts  and  markets  which  existed  prior  to 
the  application  of  general  percentage  or  horizontal  rate  increases,  and 
which  destroyed  said  relationships,  unfarly  increasing  the  advantages 
held  by  certain  sections  over  others  should  be  corrected,  and  the  rela- 
tionships should  be  restored  as  they  existed  prior  to  the  war  so  far 
as  conditions  will  permit. 

2.  We  believe  that  Section  ISA  of  the  Interstate  Commerce  Act, 
containing  the  provisions  as  to  the  fixed  amount  of  re'turn  that  must 
be  provided  for  if  possible  on  the  aggregate  value  of  railroad  proper- 
ties, regardless  of  the  economic  conditions.  Is  fundamentally  unsound, 
and  we  recommend  its  immediate  repeal  in  Its  entirety. 

3.  The   full    powers   of   the    State    Railroad    Commission    as    they 
existed  immediately  prior  to  the  federal  control   of  railroads   (except 
as   to   the   control   and   distribution   of  cars   In   Interstate   commerce) 
should  be  restored   by  act  of  Congress  at  the  earliest  possible  date. 

4.  The  railroads  are  seeking  to  fix  a  valuation  upon  their  prop- 
Arties  which  will  Include  the  so-called   "land  multiple,"  on  the  theory 
that  If  they  had  to  repurchase  such  lands  today  the  cost  of  condemna- 
tion proceedings  and  damage  to  adjoining  property  would  compel  the 


payment  of  more  than  twice  the  present  value  of  their  lands.  This 
theoretical  basis  would  increase  the  present  transportation  burden  of 
a  return  upon  several  hundreds  of  millions  of  dollars.  We  urge  upon 
Congress  the  prompt  passage  of  a  law  which  will  effectually  prevent 
such  a  method  of  valuation. 

5.  We   are   opposed    to    the    many   abuses    that    have    grown    up 
through  violations  of  the  principle  of  the  long  and  short  haul  clause 
which  requires  that  rates  to  intermediate  points  shall  not  exceed  the 
rates  between   the   more  distant  points.     For  many   years   the   inter- 
mountain  states  were  discriminated  against  by  the  charging  of  more 
for  the  short  hauls  than  for  the  long  hauls.     This  situation  has  been 
corrected,  but  today  there  is  an  effort  to  change  this,  and  we  earnestly 
recommend  to  the  Interstate  Commerce  Commission   that  no   change 
shall   be  made  in  the  present  adjustment. 

6.  This  committee   recognizes   the   urgent   need   of  extensive   and 
prompt  additions  to  the  refrigerator  car  equipment  of  the  carriers,  and 
the  repairing  or  rebuilding  of  much  of  the  present  equipment  to  ade- 
quately and  safely  handle  the  perishable  crops  of  the  country.     The 
committee,  therefore,  strongly  recommends  that  the  carriers  give  this 
question    prompt   attention;    that   as    hapidly   as   conditions   permit   a 
sufficient  number  of  new  refrigerator  cars  be  built  and  such  part  of 
the  present  equipment  as  is  inefficient  be  brought  to  a  state  of  effi- 
ciency by  repair  or  rebuilding;   that   in   determining  the  type  of   car 
to  build,  cars  of  less  efficiency  than  the  standard  refrigerator  car  as 
adopted    by   the    United    States   Department   of    Agriculture    and    the 
United  States  Railroad  Administration  should  not  be  built.     That  the 
same  principle  govern  so  far  as  possible  in  rebuilding. 

That  refrigerator  cars  be  standardized  as  to  essential  constructon 
to  permit  prompt  and  economical  repairs  and  replacement  of  parts. 

7.  That  we  commend  the  .Interstate  Commerce  Commission  and 
the    railway    companies    for   their    recognition    of    agriculture    as    the 
basic  industry  of  the   country  and   for  their  action   in   effecting   cer- 
tain general  reductions  in  the  freight  rates  on  agrcultural  products. 

In  conclusion  ,e  we  insist  that  the  railroad  corporations  and  rail- 
road labor  should  share  in  the  deflation  in  charges  now  affecting  all 
•  industries.  This  is  essential  to  the  restoration  of  normal  conditions 
in  agriculture  and  it  is  essential  to  the  welfare  of  the  entire  com- 
munty.  We  earnestly  appeal  to  those  in  authority  to  take  such  action 
as  may  be  necessary  in  order  to  accomplish  that  result. 

The  committee's  division  on  water  transportation  submitted 
a  report,  which  was  adopted,  calling  for  development  of  the 
waterways.  The  government-operated  Mississippi  barge  line  was 
commended,  the  committee  saying  special  attention  should  be 
given  to  the  possibilities  of  developing  the  Mississippi  as  an 
artery  of  commerce,  and  that  the  Missouri,  Ohio  and  Red  rivers 
possess  great  possibilities. 

"The  government  should  make  liberal  appropriations  for 
the  proper  survey  of  these  streams  and  for  conducting  experi- 
ments in  order  to  determine  the  most  efficient  types  of  boats 
and  barges  for  each  stream  and  make  improvements  as  indi- 
cated by  the  surveys,"  the  report  said.  "Every  encouragement 
should  be  given  for  the  building  of  proper  docks  as  well  as 
storage  and  warehousing  facilities  wherever  a  reasonable  re- 
turn can  be  secured  for  the  money  invested.  Care  should  be 
exercised  that  the  control  of  all  these  facilities  be  held  in  the 
best  interests  of  the  individual  shipper.  Shippers  should  be  pro- 
tected in  securing  fair  and  equitable  rates  for  water  shipment 
based  on  the  cost  of  the  service  and  not  influenced  by  rail  rates. 
Joint  water  and  rail  rates  should  be  put  into  effect,  and  the 
government  should  exercise  full  control  over  interstate  water 
shipping  so  that  all  discrimination  may  be  avoided." 

The  report  indorsed  the  proposed  Great  Lakes-St.  Lawrence 
project  and  urged  that  steps  be  taken  immediately  to  enter  upon 
the  project. 

"The  people  of  the  United  States  have  invested  a  large  sum 
of  money  in  the  Panama  Canal,"  the  report  continued.  "We 
strongly  recommend  that  the  policy  of  charging  tolls  for  the 
passage  of  ships  through  this  canal  be  retained.  Those  sections 
of  the  country  and  those  shippers  benefiting  directly  from  the 
use  of  the  Panama  Canal  should  bear  the  cost  of  its  operation 
without  the  taxation  of  those  sections  of  the  country  receiving 
no  direct  benefits  therefrom." 

The  committee  urged  the  prompt  establishment  of  adequate 
terminal  facilities  at  all  ports. 

The  committee  also  recommended  the  establishment,  Inde- 
pendently of  government  financial  aid,  of  a  national  transporta- 
tion institution  under  the  supervision  of  men  who  stand  pre- 
eminent throughout  the  United  States  for  their  knowledge  of 
transportation  and  their  kaown  integrity,  including  representa- 
tives of  agriculture,  for  the  development  and  study  of  efficient 
co-ordination  of  all  the  various  phases  of  transportation  in  the 
economic  marketing  and  distribution  of  the  products  of  agri- 
culture. 

The  division  on  highway  transportation  recommended  de- 
velopment and  improvement  of  highways  and  urged  co-ordina- 
tion of  the  three  major  forms  of  transportation. 

The  committee  on  foreign  competition  and  demand  recom- 
mended that  whereas  grain  receives  a  preferential  freight  rate 
when  intended  for  export,  the  Interstate  Commerce  Commission 
investigate  the  advisability  of  extending  such  preferential  rates 
to  other  agricultural  products  for  the  purpose  of  promoting 
foreign  trade.  This  recommendation  was  adopted. 


JACKSONVILLE  TERMINAL  BONDS 

The  Jacksonville  Terminal  Company  of  Jacksonville,  Fla., 
has  applied  to  the  Commission  for  authority  to  issue  $4,000,000 
of  refunding  and  extension  bonds  to  cover  improvements  made 
and  to  be  made  to  its  property.  The  Atlantic  Coast  Line,  the 
Seaboard,  the  Southern  and  the  Florida  East  Coast  filed  applica- 
tions asking  authority  to  guarantee  the  bonds. 
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MEYER  ON  RAILROAD  PROBLEM 

Eugene  Meyer,  Jr.,  managing  director  of  the  War  Finance 
Corporation,  in  an  address,  February  1,  before  the  Railway  Busi- 
ness Association  at  its  annual  dinner,  in  New  York,  discussed 
the  railroad  problem  with  relation  to  general  business  conditions. 
He  said  in  part: 

The  grots  volume  of  business  In  this  country  I*  In  a  way  to  un- 
dergo substantial  inrceases  during  the  present  year,  and  In  that  fact 
lies  a  fundamental  basis  for  hopefulness  In  the  railroad  situation  and 
In  those  businesses  which  depend  upon  the  condition  of  the  railroad 
Industry  as  a  whole.  I  would  not  overestimate  the  favorable  factors 
In  the  situation,  with  agriculture  (till  in  a  condition  of  general  de- 
pression and  only  Just  beginning  to  emerge  from  Its  troubles:  but  we 
can.  I  believe,  look  forward  with  confidence  to  steadily  Improving 
business  conditions,  with  some  temporary  disappointments  and  the 
^•11*1  temporary  reactions. 

Railroad  credit  is  Improving-  with  the  general  Improvement  In 
credit  conditions.  There  Is  a  large  demand  for  good  railroad  securi- 
ties at  improving  prices.  Equipment  orders  are  being  placed  In  con- 
siderable volume,  and  I  confidently  look  for  a  continuation  of  the  Im- 
provement. The  two  factors  which  are  making  for  Improvement  now 
are,  first  and  foremost,  the  Improved  financial  condition  of  the  country 
as  a  whole,  and,  second,  the  great  progress  that  has  been  made  In 
readjusting  our  Industry  to  the  changed  domestic  and  foreign  eco- 
nomic situation.  The  railroad  Industry  still  has  many  of  Its  own 
special  problem*  to  solve  In  the  future.  The  solution  Is  not  In  merely 
adding  a  percentage  to  railroad  rates,  because  higher  rate*  frequently 
destroy  or  seriously  diminish  the  traffic.  How  to  secure  an  arrange- 
ment of  fair  rates  and  maintain  business1  demands  the  earnest  thought 
and  attention  of  the  best  talent  In  the  country. 

During  the  past  JO  years  the  railroad  Industry  has  been  going 
through  a  transition.  Beginning  in  If  10,  high  coats  of  labor  and  ma- 
terial. Increasing  cost  of  capital,  and  restriction  of  rate*  resulted  In 
diminishing  the  margin  of  earnings  over  and  above  operating  ex- 
penses, fixed  charges  and  dividend  requirements.  If  the  rate  structure 
had  been  adjusted  gradually,  there  would  have  been  a  gradual  re- 
adjustment of  the  Industry  of  the  country  to  the  changed  costs  of 
railroad  operation.  But  the  restriction  of  rate*.  In  effect,  subsidised 
Industry  on  a  false  basis  until  now  toe  country  finds  Itself  confronted 
with  the  accumulated  and  postponed  difficulties  which  should  have 
been  met  gradually  over  the  ten-year  period. 

The  transportation  systems  of  the  country  today  find  themselves. 
broadly  speaking,  between  the  producers,  who  are  suffering  from  an 
Inadequate  return  on  their  products,  and  the  consumer*,  who  are  pay- 
Ing  high  prices  for  their  needs.  In  drama  there  must  be  a  villain,  and 
the  railroads  bid  fair  to  find  themselves  cast  for  that  role  unless  the 
railroad  mind  la  able  to  contribute,  rapidly  and  effectively,  to  Improv- 
ing a  situation  In  which  the  railroads  are,  perhaps,  as  much  the  vic- 
tims as  any  other  element  of  our  economic  structure.  Some  of  th>- 
estions  that  have  recently  been  made  for  the  solution  of  the  rail- 
problem Indicate  that  many  minds,  which  should  be  fixed  on  the 
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present  and  the  future,  are  hitched  to  the  past  with  a  tether  too  short 
to  permit  them  to  graze  In  the  pastures  of  coming  events. 

It  was  an  unfortunate  coincidence  that  wh*n  the  railroads  were 
retained  to  private  control,  traffic  was  tied  up  In  freight  blockades  and 
congestion  without  parallel  In  the  history  of  the  country,  and  that 
when  the  new  rate  schedules  went  Into  effect  six  months  Imter.  the 
collapse  In  commodity  prices  and  markets,  equally  without  precedent. 
was  already  under  way.  The  reduction  of  gross  traffic,  coinciding 
with  the  collapse  In  prices  and  the  raising  of  rates,  led  to  many  er- 
roneous ideas  regarding  the  effect  of  the  rate  Increases  Ir.  connection 
with  the  collapse  In  the  volume  of  business  and  the  returns  to  agri- 
cultural producers. 

Improving  cross  volume  during  the  past  few  months  has  per- 
mitted Important  rate  reductions.  But  further  adjustments  are  nec- 
essary to  meet  the  difficulties  due  to  radical  changes  In  rates  and 
their  dislocating  effect  oa  the  Industrial  structure  of  the  country.  In 
recent  years,  the  development  of  national  marketing  through  national 
advertising  and  sales  organisations  has-  made  rapid  strides.  Com- 
modities produced  or  manufactured  In  one  section  are  now  trans- 


ported great  distances  and  sold  everywhere— from  >he  Gulf  to  Canada 
and  from  the  Atlantic  to  the  Pacific.  But  If  railroad  rates  are  to 
prevail  on  higher  levels  In  the  future  It  means  a  readjustment  of  the 
producing  and  distributing  centers  of  Industry.  It  may  mean  that 
lone  hauls  which  low  rates  made  possible  during  the  past  generation 
are  a  thing  of  the  past,  and  that  Industry  must  be  decentralised  aad 
goods  transported  over  shorter  distances  from  producer  to  consumer. 
It  may  mean  that  the  automobile  Industry  will  not  be  centralised  at 
Detroit:  that  the  steel  Industry  will  not  be  centralised  to  such  a  great 
extent  In  Pittsburgh  and  adjacent  territory.  It  may  even  mean  that 
igrlcultural  products  of  the  West  will  not.  for  the  most  part, 
travel  so  far:  and  It  may  mean  that  many  of  our  manufactured  ar- 
ticles will  have  to  be  fabricated  nearer  the  agricultural  consumers. 

The  railroad  Industry  Is  vitally  concerned  with  every  Item  which 
affects  the  spread  to  price  between  ttas>  producer  and  the  consumer. 
because  that  spread  affects  the  purchasing  power  of  each,  and  there- 
fore, directly  and  Indlrtcely.  the  gross  volume  of  railroad  business. 
The  railroad  industry  must  study  the  whole  question  of  economical 
marketing,  of  which  transportation  Is  only  a  part,  and  cooperate 
whole-heartedly  with  all  other  agencies,  governmental  and  private. 
In  the  effort  to  reduce  marketing  costs  aad  to  eliminate  waste  and 
losses  In  distribution  and  transportation. 

JA*  War  Finance  Corporation  has  been  able  to  extend  credits  to 
agriculture  on  a  sound  basis  and  to  finance  the  orderly  marketing  of 
"roducts.     This  work   has  an   Important   bearing  upon   the   vol 
buslasss  done  by  the  railroads  and  on  the  efficiency  and  econ- 
rallroad  operation.     The  total  quantity  of  commodities  hauled 
r  depends  more  upon  the  prosperity  of  agriculture  than  upon 

any  other  single  Industry,  for  the  farmer  Is  both  the  greatest 

producer  and  the  greatest  buyer  In  the  country.  The  advances  which 
th«  Corporation  Is  making  every  day  are  helping  to  revive  the  farm- 
ers' normal  activity  In  both  these  directions. 

The   work   of  the  Corporation   Is  reacting  favorably  on   thi  whole 
economic   structure  of  the   nation.     The  manufacturing   Industry   and 
•  llro«ds  are  as  much  concerned  as  the  farmer  himself  In  the  re- 
storation of  his  productive  activity  and  buying  power.     Whatever  may 
the  cause  of  the  business  depression  that  has  brought  about 
so   murh    hardnhlp   In   the   last    year   and    a   half,   certainly   one   thing 
that  will  go  a  long  way  toward  lifting  us  out  of  the  hole  Is  to  help 
agriculture  back   to  a  normal  basis.     This  would.    In   my  opinion,   do 
more  than  any  other  one  thing  to  restore  the  normal  flow  of  business 

h   the  normal  channels. 

We  still  have  before  us  many  complex  problems  but  the  prospects 
for  their  successful  solution  Improve  dally.  Since  their  release  from 
government  control  the  railroads  have  been  struggling  with  Immediate 
and  urgent  difficulties.  Home  of  these  difficulties  are  essentially  prob- 
—  Of  their  own,  but  others  have  arisen  out  of  the  general  agrtcul- 


tural,  commercial  and  credit  situation.  Improved  financial  conditions, 
the  revival  that  has  already  taken  place  in  many  Important  Industrial 
activities,  the  prospect  of  further  improvement,  and  most  of  all,  the 
steady  progress  that  has  been  made  toward  stabilizing  agriculture, 
furnish  a  solid  basis  of  confidence  on  which  the  railroad  industry  as  a 
whole  may  stand  as  it  confronts  the  future. 

The  Industry  depends  now,  more  than  ever  before,  upon  the  in- 
telligent exercise  of  the  regulatory  powers,  especially  of  the  federal 
government.  Relying,  as  it  does,  on  the  sustaining:  hand  of  the  govern- 
ment it  must  offer  in  return  for  that  support  a  conduct  of  the  indus- 
try from  the  point  of  view  of  the  public  interest.  The  problem  is 
great,  but  In  the  light  of  the  difficulties  that  have  been  surmounted 
during  the  past  two  years  and  with  the  prospect  of  improving  financial 
and  business  conditions,  there  Is  every  reason,  at  present,  to  justify 
hope  and  confidence  in  a  successful  outcome. 


SANDERS  ADDRESSES  SAND  MEN 

Defense  of  the  provisions  of  the  transportation  act  with  re- 
spect to  rate  making  and  removal  by  the  Interstate  Commerce 
Commission  of  discrimination  against  interstate  commerce  was 
made  by  Representative  Sanders,  of  Indiana,  member  of  the 
House  committee  on  interstate  and  foreign  commerce,  in  an  ad- 
dress, February  3,  before  the  sixth  annual  convention  of  the 
National  Association  of  Sand  and  Gravel  Producers,  at  New 
Orleans.  He  said  some  modification  might  well  be  made  with 
regard  to  the  issuance  of  priority  orders  by  the  Commission  in 
times  of  emergencies,  so  that  the  sand  and  gravel  industry  would 
be  protected  in  Its  right  to  an  equitable  distribution  of  cars,  but 
that  he  did  not  think  Congress  would  ever  entirely  eliminate 
priority  orders  in  cases  of  emergency. 

"I  feel  that  an  effort,  with  considerable  hope  of  success, 
could  be»made  to  hedge  the  priority  provisions  with  such  limita- 
tions as  to  make  them  accomplish  only  the  purposes  originally  in- 
tended— that  is,  to  meet  the  real  emergency,"  said  he,  after  re- 
ferring to  the  difficulties  faced  by  the  sand  and  gravel  producers 
in  the  period  of  congestion  In  1920. 

Discussing  the  proposals  to  repeal  that  part  of  the  act  giv- 
ing the  Commission  authority  to  remove  discrimination  against 
Interstate  commerce,  Mr.  Sanders  said: 

I'pon  that  question  I  .  assume  that  there  will  be  differences 
of  opinion  among  the  several  members.  There  may  be  some  In- 
stances In  which  greater  benefits  will  accrue  to  certain  producers 
by  giving  to  the  state  commission  exclusive  power.  Viewing  the 
Interests  of  the  Industry  as  a  whole.  1  feel  very  sure  that  the  law 
Is  more  advantageous  as  It  Is  now  written.  Suppose  there  is  a 
plant  within  shipping  distance  of  Chicago  on  the  Illinois  side. 
Suppose  there  Is  one  within  a  like  shipping  distance  of  Chicago  on 
the  Indiana  side.  The  Interstate  Commerce  Commission  has  exclu- 
sive authority  to  fix  the  rate  of  the  shipper  from  the  plant  In 
Indiana  to  Chicago,  and  the  Illinois  commission  has  the  power  to 
fix  the  rates  from  the  plant  In  Illinois  to  Chicago.  If  the  Interstate 
Commerce  Commission  hasn't  the  power  ID  prevent  a  discrimina- 
tion, the  plant  in  Illinois  may  be  able  to  secure  from  the  state 
commission  a  rate  which  will  absolutely  destroy  the  power  of  the 
Indiana  plant  to  compete.  This  sort  of  situation  ought  not  to  exist. 
and  the  remedy  In  the  present  law  Is  adequate  to  secure  Immediate 
relief.  While  It  might  be  to  the  advantage  of  the  Illinois  shipper. 
In  the  Instance  I  have  cited.  If  It  were  the  question  between 
an  Illinois  shipper  whose  product*  went  Into  St.  I-ouin.  Mo.,  and 
a  Missouri  shipper  whose  products  went  to  the  same  point,  the  re- 
verse would  be  true. 

Taking  up  the  proposals  to  repeal  section  15a,  Mr.  Sanders 
explained  that  the  section  did  not  constitute  a  guaranty.  He  also 
referred  to  charges  that  the  rate-making  section  and  the  guar- 
anty for  the  six  months  following  federal  control  had  caused 
high  freight  rates.  He  said: 

Whatever  may  he  said  of  the  wisdom  of  these  provisions,  It 
can  unquestionably  be  said  that  neither  the  guaranty  for  the  six 
months  nor  the  rule  of  rate  making  is  responsible  for  high  freight 
rates.  The  obvious  proof  of  this  Is  that  the  six  months'  guaranty 
was  not  added  to  freight  rates,  but  wns  paid  out  of  the  treasury. 
Just  like  the  deficit  under  federal  control,  and  the  rule  of  rate 
making  did  not  yield  either  5V»  or  C  per  cent,  but  less  than  3  per 
rent  on  the  property  value  of  the  roads.  This  rate  of  return 
would  have  been  commended  by  the  provision  of  the  federal  and 
•tajtgLfpnstltutlonn  against  confiscation  of  private  property. 

••Wssre  Is  Just  one  thing  that  Is  mainly  responsible  for  high 
freight  rates  and  that  Is  the  high  operating  expenses  of  the  road*. 
If  the  rates  were  reduced  so  that  the  roads  would  not  receive  any 
net  return  on  Investment  the  reduction  would  not  be  a  substantial 
one.  and  would  give  but  little  relief. 

Reductions  in  operating  expenses  were  being  made,  he  said, 
•nd  reductions  In  freight  rates  were  following. 

The  transportation  act  Has  weathered  two  threatened  strikes. 
It  has  weathered  almost  two  year*  of  the  most  trying  days  of  read- 
justment and  In  spite  of  business  depression  It  has  so  sustained 
railroad  credit  as  In  prevent  the  financial  disaster  which  would 
have  resulted  If  railroad  failures  and  receiverships  had  occurred. 
The  railroads  as  an  Instrumentality  for  transportation  have  been 
preserved  and  Improved.  The  net  earnings  are  moving  upward  as 
the  operating  costs  are  being  lowered.  This  will  be  accelerated  as 
the  Increase  In  business  shall  Increnne  the  freight  and  passenger 
revenues.  Capital  for  additions  and  betterments  can  now  be  ob- 
tained. We  thus  have  the  safe  and  secure  basis  for  reduction  In 
freight  rates  In  the  full  measure  that  Is  permitted  under  sound 
economic  principle*  whlrh  will  at  the  same  time  sustain  an  ade- 
quately equipped  and  properly  operated  transportation  system  under 
private  ownership  and  operation. 

Having  advised  you  to  seek  legislative  remedy  on  the  question 
of  car  distribution,  and  hnvlng  undertaken  to  show  that  no  legisla- 
tive remedy  can  aid  In  reducing  freight  rates.  I  don't  want  you  to 
think  that  I  do  not  Ix-llevc  you  can  get  the  desired  reduction  In 
freight  rates.  I  think  the  rates  on  sand  and  gravel  are  relatively 
higher  than-  on  other  commodities.  Your  remedy,  however,  must 
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not  be  in  legislation,  for  under  the  present  laws  you  have  the  right, 
(list  to  a  reasonable  rate;  second,  you  have  a  right  to  a  rate  which 
is  not  discriminatory,  as  between  different  commodities,  and  you 
have  the  right  to  see  that  your  competitors'  rate  does  not  so  dis- 
criminate against  you  as  to  keep  you  out  of  a  market  to  which  all 
are  entitled.  The  remedy  Is  administrative,  and  will  be  effected 
just  to  the  extent  to  which  you  apply  your  energies  In  securing  the 
administrative  relief.  The  existence  of  this  association  forms  the 
basis  for  the  most  effective  work  to  be  done  in  that  respect.  You 
must  bring  up  all  your  forces  to  make  war  on  high  freight  rates. 
Make  out  your  cases  clearly,  overwhelm  the  tribunal  with  proof. 
Let  all  the  members  of  the  association  give  closest  co-operation; 
furnish  your  Washington  office  with  the  proper  data,  so  that  the 
facts  may  be  presented  to  the  Commission. 

Business  is  already  on  the  mend.  With  the  increase  of  busi- 
ness, and  the  Increase  of  revenues  on  the  railroads,  freight  rates 
can  'come  down. 

DECEMBER   RAILWAY   REVENUE 

The  Traffic  World  Washington  Bureau 

Compilations  made  February  3  by  the  Bureau  of  Railway 
Economics  on  reports  of  104  class  I  roads  to  the  Commission  on 
December  earnings,  showed  those  roads  as  having  a  net  rail- 
way operating  income  of  {39,106,000,  as  against  a  deficit  for  the 
same  roads  of  $1,312,000  in  December,  1920.  Officials  estimate 
that  the  net  for  all  class  I  roads  for  December  probably  will 
be  around  $50,000,000,  which  would  represent  a  return  of  about 
3V4  per  cent  on  the  valuation.  The  revenues  of  the  reporting 
roads  totaled  $229,535,000,  a  decrease  of  20.9  per  cent  as  com- 
pared with  December,  1920,  and  expenses  totaled  $177,026,000, 
a  decrease  of  34  per  cent  as  compared  with  December,  1920. 


NO    REIMBURSEMENT    FOR   A.   &   S.   S.    RY. 

The  Commission  has  dismissed  an  application  of  the  Alle- 
gheny &  South  Side  Kailway  Co.  for  reimbursement  of  its  deficit 
during  federal  control  under  section  204  of  the  tansportation  act. 
The  Commission  cited  its  decision  in  Allegheny  &  South  Side 
Railway  Go.  vs.  Director  General,  as  agent,  et  al.,  62  I.  C.  C.,  248, 
decided  June  13,  1921,  wherein  it  held  that  the  claimant  was  not 
a  common  carrier  subject  to  the  interstate  commerce  act.  It 
said  no  new  evidence  had  been  developed  which  would  cause 
it  to  modify  the  conclusions  reached  in  that  report  and  that 
therefore  no  amount  could  be  certified  for  payment  under  sec- 
tion 204. 

For  the  same  reason  that  it  declined  to  authorize  reimburse- 
ment of  the  deficit  incurred  by  the  Allegheny  &  South  Side 
Railway  Company,  the  Commission  has  turned  down  an  appli- 
cation of  the  company  for  payment  under  the  guaranty  provi- 
sions of  the  transportation  act  for  the  six  months  following 
federal  control.  It  found  that  the  company  was  not  a  common 
carrier  subject  to  the  interstate  commerce  act.  Commissioner 
Daniels  dissented  from  each  of  the  decisions. 


PAYMENTS  TO  CARRIERS 

The  United  States  Railroad  Administration  this  week  re- 
ported the  following  final  settlements,  and  has  paid  out  to  the 
several  roads  the  following  amounts:  Colorado  Midland,  $319,- 
000 ;  Carolina  &  Northwestern,  $95,000 ;  Blue  Ridge  Railway, 
$5,500;  Tallulah  Falls  Railway,  $3,000;  Pacific  Coast  Railroad, 
$25,000;  and  Memphis  Union  Station  Company,  $10,000. 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  ad- 
ministration during  the  twenty-six  months  of  federal  control. 


ELIMINATION  OF  PULLMAN  SURCHARGE 
Senator  Robinson  of  Arkansas  has  introduced  a  bill  (S.  3090) 
amending  section  1  of  the  interstate  commerce  act  by  adding 
at  the  end  thereof  a  new  sentence  to  read  as  follows: 

It  shall  be  unlawful  for  any  such  carrier  to  demand,  charge,  or 
collect  from  any  person  for  transportation,  subject  to  the  provisions 
of  this  act,  in  any  parlor  car  or  sleeping  car,  any  fare  in  addition  to 
that  demanded,  charged,  or  collected  for  transportation  in  a  day 
coach,  but  this  shall  not  prevent  just  and  reasonable  charges  for  the 
use  of  accommodations  in  parlor  cars  or  sleeping  cars  by  companies 
owning  such  cars. 

Enactment  of  the  amendment  would  eliminate  the  50  per 
cent  surcharge  on  Pullman  travel. 

SOUTHERN    RAILWAY    REPAYS   ADVANCE 
The  War  Finance  Corporation  has  announced  that  its  out- 
standing advance  of  $2,355,000  to  the  Southern  Railway,  made 
December  30,  1918,  has  been  repaid  in  full. 

PLANS  TO  MEET  STRIKE 

The  Traffic  World  Washington  Bureau 

Attorney-General  Daugherty  said  February  2  that  the  De- 
partment of  Justice  had  taken  cognizance  of  the  invitation  of 
President  Lewis,  of  the  United  Mine  Workers,  to  the  sixteen 
railroad  brotherhoods  to  co-operate  in  resisting  wage  reductions. 
Plans  to  meet  the  situation,  if  the  miners  strike,  are  being 
worked  out,  he  said,  adding  that  there  was  ample  law  to  enable 
the  government  to  do  all  that  is  needed  in  the  event  of  a  strike. 


I.  C.  C.  AND  BOARD  SALARIES 

The  Traffic  World  Washington  Bureau 

Passage  of  the  Lehlbach  bill  (H.  R.  8928),  providing  for  the 
reclassiflcation  of  salaries  of  government  employes,  would  re- 
strict the  Commission  from  paying  salaries  in  excess  of  $6,600 
annually,  it  has  developed,  but  would  not  place  a  similar  restric- 
tion on  the  Shipping  Board  with  respect  to  employes  of  the 
Emergency  Fleet  Corporation,  because  it  is  held  not  to  apply  to 
the  corporation,  whose  employes  are  not  subject  to  civil  service 
regulations.  Employes  of  the  Shipping  Board  would  be  affected 
by  the  law,  officials  of  the  board  said,  but  these  constitute  only 
about  3  per  cent  of  the  total  number  of  persons  employed  by  the 
board  and  the  corporation. 

The  Commission  has  twelve  employes,  exclusive  of  the  mem- 
ers  of  the  Commission  and  Secretary  McGinty  (whose  salaries 
are  fixed  by  statute),  receiving  annual  salaries  in  excess  of 
$6,600.  Four  get  $10,000  a  year,  and  the  others  get  $7,500  to 
$9,000  annually. 

Those  who  get  $10,000  are  Patrick  J.  Farrell,  chief  counsel; 
W.  V.  Hardie,  director  of  the  bureau  of  traffic;  W.  A.  Colston,  di- 
rector of  the  bureau  of  finance,  and  F.  G.  Robbins,  director  of  the 
bureau  of  service.  Robert  E.  Quirk,  chief  examiner;  Max  0. 
Lorenz,  director  of  statistics;  and  E.  H.  DeGroot  jr.,  assistant 
director  of  service,  receive  $7,500  a  year.  The  employes  getting 
$9,000  a  year  are  in  the  bureau  of  valuation.  The  Commission 
has  a  half  dozen  attorney-examiners  at  $6,000  a  year,  and  several 
at  $5,000. 

The  Shipping  Board  and  the  Emergency  Fleet  Corporation 
have  two  employes  getting  $35,000  a  year;  one,  $30,000;  two, 
$25,000;  fifteen,  $11,000;  one,  $10,000;  one,  $10,800;  nineteen, 
$10,000;  one,  $9,500;  seven,  $9,000;  eight,  $8,500;  two,  $8,000; 
two,  $7,800;  twenty-nine  $7,500;  forty-nine,  $6,000;  forty-three, 
$5,000  and  forty-six  $4.500. 

The  majority  of  the  large  salaries  paid  by  the  Shipping 
Board  and  the  Emergency  Fleet  Corporation  go  to  employes  per- 
forming service  for  the  Fleet  Corporation  and  the  Lehlbach  bill 
does  not  apply  to  them. 

The  Lehlbach  bill,  which  has  passed  the  House  and  is  now 
pending  before  the  Senate  civil  service  committee,  classifies  em- 
ployes in  grades.  The  first  three  grades  apply  to  clerical  em- 
ployes. The  fourth  grade  is  classified  as  the  full  professional 
grades  and  this  grade  would  include  all  classes  of  positions  the 
duties  of  which  are  to  perform  independent  and  highly  expert 
professional  work,  or  to  be  responsible  for  the  administration  of 
a  minor  division  of  a  large  organization,  or  a  major  division  of  a 
small  organization.  The  salaries  for  those  classified  under  this 
grade  would  range  from  $3,720  to  $4,620. 

Grade  five  would  be  known  as  the  senior  professional  grade 
and  would  include  all  classes  of  positions  the  duties  of  which  are 
to  act  as  assistant  head  of  a  large  professional  organization,  or 
as  administrative  head  of  a  major  division  of  such  an  organiza- 
tion, or  as  head  of  a  small  professional  organization,  or  to  serve 
as  a  consulting  specialist  or  to  carry  on  the  most  advanced  pro- 
fessional research.  The  salaries  for  those  classified  under  this 
grade  would  range  from  $4,860  to  $5,460. 

Grade  six,  the  highest,  would  be  known  as  tne  chief  profes- 
sional grade  and  would  include  all  classes  of  positions  the  duties 
of  which  are  to  act  as  technical  and  administrative  head  of  a 
major  professional  or  scientific  bureau.  The  salaries  for  those 
classified  under  this  grade  would  range  from  $5,400  to  $6,600. 

If  the  bill  passes,  the  salaries  of  Hardie,  Colston,  Robbins, 
and  Farrell  would  have  to  be  cut  at  least  to  $6,600  a  year.  If  it 
should  be  held,  for  instance,  that  Mr.  Hardie  properly  came  un- 
der grade  five,  he  could  not  be  paid  more  than  $5,460.  Mr.  Quirk's 
salary  would  have  to  be  cut  at  least  to  $6,600  and  in  the  readjust- 
ment of  salaries  he  probably  would  get  less  than  $6,600. 

Employes  of  the  Commission  in  the  grades  below  the  fourth 
grade  would  be  benefited  by  the  law  as  they  would  get  increases 
in  pay.  There  is  no  question,  however,  among  those  who  are  fa- 
miliar with  the  duties  of  the  Commission  under  the  interstate 
commerce  act  as  amended  by  the  transportation  act,  that  the 
work  of  the  Commission  would  be  seriously  hampered  by  the  law 
being  applied  to  bureau  heads,  the  chief  examiner,  attorney-ex- 
aminers and  examiners. 

There  is  not  much  doubt  but  that  Directors  Colston,  Hardie, 
and  Robbins,  and  Chief  Examiner  Quirk,  for  instance,  would  re- 
sign if  their  salaries  were  cut  to  $6,600,  or  below  that  figure.  It 
is  also  regarded  as  nothing  short  of  ridiculous  that  the  salary  of 
Chief  Counsel  Farrell,  who  has  been  with  the  Commission  for 
twenty  years  and  who  is  generally  recognized  as  one  of  the  ablest 
interstate  commerce  lawyers  in  the  country,  should  be  cut  from 
$10,000  to  $6,600,  while  at  the  same  time,  the  Shipping  Board  and 
Emergency  Fleet  Corporation  employ  any  number  of  lawyers  at 
$10,000  and  $11,000  and  which  formerly  paid  lawyers,  until  or- 
dered not  to  do  so  by  Congress,  up  to  $25,000  a  year. 

The  Shipping  Board  requested  Congress  for  permission  to 
pay  seven  lawyers  in  excess  of  $11,000  a  year  but  the  House  in 
passing  the  current  appropriation  bill  refused  to  grant  the  re- 
quest. 

The  Commission  would  have  great  difficulty,  it  is  believed, 
in  getting  experienced  men  for  the  few  positions  in  which  it  is 
paying  in  excess  of  $6,600,  if  that  figure  were  made  the  limit. 
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The  situation  could  be  met,  it  is  pointed  out,  either  by  excluding 
the  Commigsfon  from  the  provisions  of  the  bill  or  by  having  it 
apply  only  to  employes  that  would  come  under  the  first  three 
grades. 

Board   Salaries  Attacked 

High  salaries  paid  by  the  Shipping  Board  and  the  Emergency 
Fleet  Corporation  were  attacked  in  the  House  this  week,  with 
the  result  that  the  appropriation  bill  carrying  $100,000,000  for 
the  Shipping  Board  and  Emergency  Fleet  Corporation  and  $350.- 
000  for  the  Shipping  Board  alone,  and  authority  to  expend 
money  received  from  operation  of  ships,  was  passed  with  amend- 
ments limiting  salaries  to  $25,000,  and  providing  that  not  more 
than  six  employes  shall  receive  in  excess  of  $11,000  a  year. 

In  the  event  the  bill  passes  the  Senate  In  the  same  form, 
the  Emergency  Fleet  Corporation  will  be  obliged  to  reduce  the 
$35.000  salaries  of  Vice  Presidents  Smull  and  Love  to  $25,000 
and  the  $30.000  salary  of  VIce-President  Frey  to  $25,000. 

Representative  Jones,  of  Texas,  said  the  record  showed  that 
the  board  and  Fleet  Corporation  had  80  lawyers  at  a  total  cost 
of  $650,000  in  salaries. 

Representative  McDuffle,  of  Alabama,  said  the  board  was 
proposing  to  spend  $1,700,000  on  advertising  in  the  next  year. 

Representative  Byrns,  of  Tennessee,  said  that  last  August 
Representative  Wood,  chairman  of  the  subcommittee  of  the  House 
appropriations  committee,  which  heard  the  Shipping  Board  testi- 
mony, had  declared  that  the  board  was  proposing  to  pay  "ex- 
orbitant fees"  to  lawyers  and  that  it  was  doing  so  simply  because 
"they  happen  to  apply  to  some  high-priced  firm  with  an  estab- 
lished reputation." 

Mr.  Wood  replied  that  he  remembered  very  well  the  remarks 
he  had  made. 

"I  have  never  said  and  will  never  say  that  the  salaries  paid 
to  some  of  the  gentlemen  are  not  abnormally  high,"  said  Mr. 
Wood.  "I  do  wish  to  bring  to  your  attention,  however,  the  evi- 
dence that  came  before  your  committee.  It  is  not  evidence  of 
a  weak  man  nor  of  a  fool  that  be  sometimes  changes  his  ideas 
about  existing  conditions.  I  made  the  speech  referred  to  by 
the  gentleman  from  Tennessee  during  the  consideration  of  the 
deficiency  appropriation  bill,  when  I  confess  I  had  no  Idea  of 
the  enormity  of  the  situation." 

Speaking  In  support  of  bis  amendment  to  limit  salaries  to 
$25.000.  Representative  Walsh  of  Massachusetts  said  that  par- 
ticularly with  the  depression  that  exists  In  shipping  circles,  $25,- 
000  was  a  highly  remunerative  salary  to  be  paid  the  vice-presi- 
dents who  now  get  $35,000  and  $30.000. 

"If  they  are  not  willing  to  take  it."  said  he,  "let  them  go 
back  and  accept  their  positions  with  the  competing  lines  and 
go  Into  competition  with  the  Emergency  Fleet  ships.  But  I  be- 
lieve we  are  not  restricting  the  field  In  any  sense  which  would 
deprive  us  of  competent  people,  men  who  will  come  down  here 
and  give  their  services  at  salaries  at  a  little  more  than  $2.000  a 
month,  especially  when  we  have  been  able  to  get  Mr.  Powell, 
formerly  at  the  head  of  the  Pore  River  Ship  Corporation,  a 
mighty  good  shipbuilder,  one  of  the  officials  of  the  Bethlehem 
Shipbuilding  Corporation,  for  $1  a  month,  to  supervise  and  be 
the  president  in  charge  of  all  these  high-salaried  officials.  Bo 
when  we  say  the  limit  should  be  $26.000  a  year,  we  are  not  do- 
Ing  the  Shipping  Board  and  the  Fleet  Corporation  any  Injury 
whatever." 

Money  for  Shipping  Board 

A  provision  In  the  appropriation  bill  giving  the  Shipping 
Board  authority  to  use  up  to  $55.000,000  of  receipts  from  moneys 
collected  from  mortgages,  leases,  accounts  and  bills  receivable, 
other  than  those  arinlng  from  current  operations,  and  from 
moneys  collected  from  tht  sale  of  ships,  plants,  materials  and 
securities,  and  other  assets,  prior  to  July  1,  1923.  less  such  por- 
tion of  the  $55.000.000  collected  during  1922.  was  ruled  oat  of 
order  when  the  measure  was  being  considered  in  the  committee 
of  the  whole.  January  27..  The  chair  held  that  th<-  provision 
was  contrary  to  the  provisions  of  the  merchant  marine  act  and 
under  which  receipts  most  be  turned  Into  the  treasury  of  the 
T'nted  States  except  for  certain  purposes  other  than  those  speci- 
fied In  the  $56,000,000  provision. 

The  point  of  order  was  raised  by  Representative  Byrnes,  of 
South  Carolina. 

An  amendment  by  Representative  Dalllnger,  of  Massachu- 
setts, who  has  been  making  a  fight  to  have  the  Leviathan  recon- 
ditioned In  the  Boston  Navy  Yard,  providing  that  no  part  of  the 
th«  appropriation  for  the  Shipping  Board  shall  be  used  for  the 

Mentioning  of  a  vessel  which  can  be  reconditioned  In  any 
government  navy  yard  for  a  sum  less  than  would  cost  other- 
wine,  was  agreed  to.  The  effect  of  the  amendment.  If  finally 
approved,  will  be  to  permit  the  Leviathan  to  be  reconditioned 
In  a  navy  yard.  An  amendment  which  would  have  limited  the 
board  to  an  expenditure  of  $1.000,000  for  the  reconditioning 
of  any  one  ship  was  rejected. 

Representative  Scars,  of  Florida,  criticised  the  advertising 

tan   of    the    Shipping    Board,   advising   Americans    to   go   see 

Europe.   China.   South   America  and   other  foreign    countries   In 

•i  flag  ships.     His  contention  was  that  Americans  should 

America  ftrnt.  He  said  officials  of  the  board  said  there  was 
no  way  of  stopping  Americans  from  going  abroad  and  that  all 


the  board  was  trying  to  do  was  to  get  them  to  go  in  American 
vessels.  What  the  representative  from  Florida  objected  to  par- 
ticularly in  some  of  the  advertising  copy  was  a  statement  that 
"You  are  tired  of  the  old  winter  vacation  grounds.  Go  to  China. 
Go  to  Japan.  Go  to  other  countries."  He  said  that  was  a  dis- 
crimination against  the  United  States,  and  that  such  advertise- 
ments should  not  be  paid  for  out  of  the  taxes  of  the  people.  An 
amendment  by  Mr.  Sears  preventing  the  Board  from  expending 
money  on  advertising  that  would  reflect  on  the  United  States, 
or  for  the  purpose  of  inducing  anyone  to  visit  foreign  countries 
for  recreation  in  preference  to  summer  or  winter  resorts  in  the 
United  States,  was  rejected. 


ADEQUATE    SHIPPING    SERVICE 

The  Traffic  World  Washington  Bureau 

The  Shipping  Board  this  week  passed  a  resolution  certifying 
to  President  Harding  that  the  American  shipping  service  to  and 
from  American  island  possessions  with  the  exceptfon  of  the  Vir- 
gin Islands,  is  adequate,  and  that  it  would  be  adequate  to  the 
Virgin  Islands  on  90  days'  notice.  The  President,  under  sec- 
tion 21  of  the  merchant  marine  act,  may  now  issue  a  proclama- 
tion extending  the  coastwise  laws  to  the  Philippines,  and  other 
island  possessions  not  now  covered  by  the  coastwise  laws,  which 
exclude  foreign  vessels  from  the  coastwise  services. 

Chairman  Lasker  said  the  President  probably  would  take  no 
action  pending  a  meeting  with  a  delegation  of  representatives 
of  the  Philippines  who  desire  to  lodge  a  protest  against  the  ap- 
plication of  section  21.  This  delegation  probably  will  arrive  in 
Washington  next  week.  It  was  said. 

Section  21  provides  that,  from  and  after  February  1,  1922, 
the  coastwise  laws  of  the  United  States  shall  extend  to  the  island 
territories  and  possessions  of  the  United  States  not  now  covered 
thereby,  and  directs  the  Shipping  Board  to  have  established  by 
that  date  adequate  services  for  passengers  and  commerce. 

The  section  further  provides  that  it  shall  not  become  ef- 
fective as  to  the  Philippines  until  the  President,  after  a  full  In- 
vestigation of  the  local  needs  and  conditions,  shall  by  proclama- 
tion declare  that  an  adequate  shipping  service  has  been  estab- 
lished as  provided  by  the  section,  and  fix  a  date  for  the  going 
Into  effect  of  the  same. 


BOARD  VESSEL  CARGO  TONNAGE 

Tin  Tnft  World  WatkingtoH  Bureau 

"Shipping  Board  vessels  In  the  overseas  trade,  clearing  from 
American  port*  during  the  month  oj  December,  practically 
equalled  foreign  ships  In  the  amount  of  cargo  carried  per 
ship,  according  to  figures  just  compiled  by  the  Bureau  of  Re- 
search of  the  Board."  said  Chairman  Lasker.  "The  average 
load  of  Board  vessels  for  the  month  approximated  87  per  cent 
of  the  maximum  cargo,  which  could  be  handled,  and  was  only 
two  per  cent  leas  than  the  average  of  competing  ships  under 
foreign  flags. 

"The  vessels  of  the  United  States  Shipping  Board,  exclusive 
of  tankers  carrying  oil  in  bulk,  carried  out  of  American  ports 
In  the  month  of  December  452,092  long  tons  of  cargo.  In  the 
same  month  697,045  deadweight  tons  of  government  vessels 
cleared  for  foreign  ports.  Including  sailings  In  ballast.  The 
American  vessels  therefore  went  out  65  per  cent  full,  based  on 
their  total  deadweight.  Since  an  average  of  25  per  cent  of  that 
total  deadweight  Is  given  up  to  fuel,  water,  and  stores,  only  75 
per  cent  Is  available  for  cargo.  The  board's  fleet  consequently 
averaged  65-75  of  its  possible  load,  or  an  efficiency  of  87  per  cent. 
The  average  of  all  foreign  shipping  clearing  In  December  was 
67-75th.  or  an  efficiency  of  89  per  cent. 

"The  significance  of  this  showing  on  the  part  of  the  gov- 
ernment's vessels  lies  In  the  fact  that  they  are  all  engaged 
la  iteer  service  and  must  sail  on  schedule,  whether  filled  or  not. 
In  the  foreign  average  Is  Included  not  only  the  liners,  but  the 
tramp  tonnage  as  well.  These  latter  vessels  are  chartered 
to  load  full  cargoes  and  their  Inclusion  raises  the  foreign  aver- 
age of  load  efficiency  considerably.  The  United  States  Shipping 
Board  has  discontinued  all  Its  tramp  services  since  they  were 
unprofitable,  and  under  the  Jones  act  the  board  was  only  man- 
dated to  maintain  regular  lines." 

"The  water-borne  foreign  trade  of  the  United  States  showed 
marked  Improvement  for  the  month  of  December,"  the  Shipping 
Board  announced.  "Excluding  bulk  oil  moved  In  tankers,  the 
total  overseas  traffic  increased  609,500  tons,  or  21  per  cent 
over  the  November  figures.  Exports  alone  showed  an  increase 
of  32  per  cent.  This  Is  the  first  upward  trend  in  our  shipping 
figures  since  the  coal  movement  In  June. 

"The  Shipping  Board  maintains  statistics  of  the  water-borne 
foreign  trade  of  the  United  States  measured  In  long  tons  weight 
and  divided  under  three  heads,  the  overseas  cargo  movement, 
the  bulk  oil  movement  In  tankers,  and  the  Great  Lakes  move- 
ment. 

"The  total  Imports  decreased  9  per  cent  and  the  total  ex- 
ports Increased  12  per  cent  compared  with  the  previous  month, 
but  If  compared  with  the  same  month  In  the  previous  year,  there 
Is  shown  a  6  per  cent  loss  on  Imports  and  a  40  per  cent  loss 
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in  exports,  or  a  total  decrease  in  the  year  of  26  per  cent,  or 
2,400,000  tons. 

"The  Great  Lakes  traffic,  with  the  closing  of  the  season,  de- 
clined about  48  per  cent;  from  1,409,190  tons  in  November,  to 
70.639  tons  in  December.  November,  with  the  influx  of  Canadian 
grain,  marked  the  peak  of  the  import  movement,  while  August 
shows  the  peak  of  an  export  movement  which  included,  during  the 
year,  more  than  two  million  tons  of  American  grain.  December 
imports  were  610,456  tons,  37  per  cent  less  than  November,  and 
exports  were  120,183  tons,  72  per  cent  less  than  November. 
American  vessels  carried  96  per  cent  of  the  imports,  70  per 
cent  of  the  exports  and  92  per  cent  of  the  total  cargo  tonnage. 

"Tanker  cargoes  in  December  aggregated  2,397,988  tons, 
an  increase  of  4  per  cent  over  November.  Imports  were  1,883,- 
316  tons,  two  thousand  and  sixty-five  tons  less  than  November 
and  exports  were  514,672  tons  greater,  an  increase  of  nearly  2 
per  cent  over  November.  American  vessels  carried  86  per  cent 
of  the  imports,  34  per  cent  of  the  exports  and  75  per  cent  of 
the  total  tanker  cargo  tonnage. 

"The  important  portion  of  our  foreign  commerce,  that  car- 
ried in  overseas  cargo  vessels,  increased  from  2,900,000  tons  in 
November  to  3,500,000  tons  in  December,  and  marks  the  first 
gain  in  our  overseas  commerce  since  the  flurry  of  May  and 
June  caused  by  the  miners'  strike  in  England.  Further,  this 
gain  was  entirely  in  the  exports  as  the  imports  fell  off  slightly. 
The  total  exports  overseas,  exclusive  of  oil,  amounted  to 
2,521,132  tons,  or  an  increase  of  32  per  cent  over  the  previous 
month,  although  still  45  per  cent  less  than  the  export  trade  of 
the  same  month  a  year  ago.  Including  both  exports  and  im- 
ports, our  overseas  dry  cargo  trade  in  December  was  21  per 
cent  above  the  previous  month  and  41  per  cent  less  than  of  De- 
cember, 1920.  In  this  trade  American  ships  carried  27  per  cent 
of  the  exports,  34  pef  cent  of  the  imports,  and  29  per  cent  of 
the  total  trade." 


linoleum,  dry  goods,  window  glass,  iron  and  steel  articles  of 
various  kinds,  railway  supplies,  soaps,  rubber  tires,  twine  and 
cordage,  wire  and  wire  goods,  machinery,  and  tinplate.  The 
domestic  rates,  the  advice  said,  are  in  all  cases  to  be  observed 
as  maxima. 


VESSELS  FOE  RUSSIAN  GRAIN 

The  Traffic  World  Washington  Bureau 

Allocation  of  eleven  additional  vessels  to  Shipping  Board 
managing  agents  for  the  transportation  of  grain  to  Russia,  under 
the  supervision  of  Secretary  of  Commerce  Hoover,  was  announced 
by  the  Emergency  Fleet  Corporation,  January  31.  The  board 
to  date  has  allocated  26  vessels  for  the  Russian  relief  work.  It 
is  understood  that  if  other  vessels  are  needed,  they  will  be  ob- 
tained from  private  owners.  The  names  of  the  eleven  vessels 
allocated,  the  deadweight  tonnage  and  the  names  of  the  manag- 
ing agents  follow: 

Tenafly,  7433  tons,  assigned  C.  H.  Sprague  &  Son,  Boston,  man- 
aging agent,  to  lift  Russian  Relief  cargo  to  the  Baltic;  Westmead, 
8541  tons,  assigned  C.  H.  Sprague  &  Son,  Boston,  managing  agent,  to 
lift  Russian  Relief  cargo  to  the  Baltic;  Hinckley,  7433  tons,  assigned 
Rogers  &  Webb,  Boston,  managing  agent,  to  lift  Russian  Relief  cargo 
to  the  Baltic;  Braddock,  9741  tons,  assigned  A.  H.  Bull  &  Co.,  New 
York,  managing  agent,  lift  Russian  Relief  cargo  to  the  Black  Sea; 
West  Munham,  8635  tons,  assigned  Barber  S.  S.  Lines,  New  York, 
managing  agent,  to  lift  Russian  Relief  cargo  to  the  Baltic;  Meanticut, 
9632  tons,  assigned  Export  Transp.  Co.,  Baltimore,  managing  agent, 
to  lift  Russian  Relief  cargo  to  the  Baltic;  Eastern  Crown,  8360  tons, 
assigned  Susquehanna  S.  S.  Co.,  New  York,  managing  agent,  to  lift 
Russian  Relief  cargo  to  the  Baltic;  Eastern  Admiral,  10000  tons,  as- 
signed Moore  &  McCormack,  New  York,  managing  agent,  to  lift  Rus- 
sian Relief  cargo  to  the  Baltic;  Duquesne,  9750  tons,  assigned  Mallory 
Transp.  Lines,  Inc.,  Baltimore,  managing  agent,  to  lift  Russian  Relief 
cargo  to  the  Black  Sea;  Narbo,  9402  tons,  assigned  Export  S.  S.  Co., 
New  York,  managing  agent,  to  lift  Russian  Relief  cargo  to  the  Black 
Sea;  Narcissus,  9435  tons,  assigned  A.  H.  Bull  &  Co.,  New  York,  man- 
aging agent,  to  lift  Russian  Relief  cargo  to  the  Black  Sea. 

The  Shipping  Board  announced  that  the  eleven  vessels  allo- 
cated for  the  Russian  relief  would  sail  from  the  following  ports 
within  the  next  ten  days:  Tenafly,  Hinckley  and  Braddock,  port 
of  Boston;  Westmead,  port  of  Portland,  Me.;  Meanticut,  Du- 
quesne and  Narcissus,  port  of  Baltimore;  Eastern  Crown,  East- 
ern Admiral  and  Narbo,  port  of  Philadelphia;  West  Munham, 
port  of  Newport  News. 


REDUCTIONS  IN  EXPORT  RATES 

In  rate  advice  No.  984,  made  public  January  28,  the  Trans- 
continental Freight  Bureau  announced  reductions  in  the  export 
rates  to  Hawaii  on  a  number  of  commodities.  The  proposed  re- 
ductions are  to  apply  from  rate  basis  No.  1  and  rate  basis  No. 
2  territories,  as  defined  in  transcontinental  tariff  No.  29-1,  No. 
1  being  the  territory  east  of  Chicago  and  No.  2  Chicago  and  the 
territory  west  thereof.  As  regards  the  rates  from  No.  1  terri- 
tory, the  announcement  said  the  reductions  would  be  made  sub- 
ject to  the  concurrence  of  eastern  and  southern  railroads.  No 
effective  date  for  the  new  rates  was  given;  it  was  understood, 
however,  that  they  would  be  put  into  effect  as  soon  as  the  tariffs 
could  be  lawfully  published. 

The  reductions  apply  to  the  Pacific  coast  ports  and  are  the 
same  in  measure  as  those  proposed  on  domestic  rates  in  the 
bureau's  fourth  section  application  No.  19,  hearings  on  which  have 
just  been  completed.  No  fourth  section  permission  is  required  in 
order  to  put  the  export  rates  into  effect.  The  list  of  commodities 
in  the  rate  advice,  however,  is  not  nearly  so  extensive  as  those 
contained  in  the  domestic  application.  It  comprises  carpets  and 


SOO  CANAL  TRAFFIC 

The  Department  of  Commerce  has  issued  a  statement  show- 
ing that  traffic  through  the  Soo  Canals  during  the  1921  season 
amounted  to  48,259,254  short  tons.  This  volume  was  39  per 
cent  lower  than  for  the  1920  season,  when  79,282,496  short- tons 
were  reported,  and  is  the  smallest  amount  since  1908. 

This  decline  is  to  be  attributed  almost  entirely  to  the 
diminished  volume  of  the  1921  traffic  in  iron  ore,  which  nor- 
mally constitutes  the  bulk  of  cargo  moving  through  the  canals, 
accounting  in  1920  for  71  per  cent  of  the  total.  Owing  to  the 
slump  in  the  steel  industry,  shipments  of  iron  ore  dropped  from 
56,780,498  tons  in  1920  to  22,595,323  tons  in  1921. 


SALE  OF  FLOATING  DRY  DOCKS 

The  Shipping  Board  has  decided  to  offer  for  sale  in  the 
immediate  future  a  number  of  floating  dry  docks.  The  first 
sale  will  include  three  docks,  each  of  10,000  tons  lifting  capacity, 
recently  delivered  to  the  Shipping  Board  at  Tiverton,  R,  I.,  and 
Mill  Basin,  Brooklyn.  The  sale  is  to  be  on  the  basis  of  a  sub- 
stantial cash  payment,  with  the  remainder  of  payments  to  be 
made  over  a  period  of  years. 


LAKE    ERIE-HUDSON    RIVER   CANAL 

Representative  Reed,  of  New  York,  has  introduced  a  bill 
(H.  R.  10145  providing  for  incorporation  of  the  "Lakes  to  Hudson 
Ship  Canal  Company"  for  the  purpose  of  constructing  an  all- 
American  canal,  from  Lake  Erie  to  the  Atlantic,  through  the 
state  of  New  York.  The  bill  provides  for  a  canal  system  linking 
Lake  Erie  with  the  Hudson  River. 


STEAMSHIP  ATHENIA   LAUNCHED 

The  steamship  Athenia,  of  the  Anchor-Donaldson  Line,  was 
launched   at   Glasgow,    Scotland,   January   28. 


RAILROAD-STEAMSHIP  CONTRACTS 

The  Traffic  World  Washington  Bureau 

An  informal  conference,  closed  to  representatives  of  the 
press,  was  held  at  the  Shipping  Board  February  2  on  the  rail- 
road-steamship contracts  between  the  Great  Northern  and  the 
Chicago,  Milwaukee  &  St.  Paul  and  the  Japanese  lines.  Chair- 
man McChord  and  Commissioners  Campbell  and  Potter  partici- 
pated, with  Chairman  Lasker  and  Commissioners  Lissner,  Plum- 
mer  and  Thompson.  Mr.  Lasker  said  after  the  conference  that 
it  was  closed  because  it  was  felt  that  more  progress  toward 
abrogation  of  the  agreements  could  be  made  by  that  method. 

The  railroads  were  represented  by  President  Byram  of  the 
Milwaukee,  President  Budd  of  the  Great  Northern  and  Vice- 
President  Calkins  of  the  Milwaukee.  A  number  of  representa- 
tives of  the  Port  of  Seattle  were  present. 

Mr.  Budd,  speaking  for  the  railroads,  offered  to  modify  the 
agreements  so  as  to  assure  American  lines  one-half  of  the  un- 
routed  traffic,  but  Shipping  Board  officials  said  the  agreements 
must  be  abrogated  entirely  and  the  field  left  open  for  American 
ships  to  get  the  business  in  open  competition  with  the  Japanese 
vessels.  Seattle  spokesmen  said  their  position  was  that  nothing 
should  be  done  that  would  injure  the  Port  of  Seattle. 

As  the  result  of  the  conference,  the  board  announced  it 
was  agreeed  that,  on  March  1,  the  representatives  of  the  rail- 
roads would  meet  with  the  board  and  give  their  answer  to  the 
board's  request  for  abrogation. 


BILLS  OF  LADING  EFFECTIVE  MARCH  15 

The  Traffic  World  Washington  Bureau 

The  carriers,  unless  prevented  by  some  action  of  the  Com- 
mission, will  put  into  operation  the  domestic  and  export  bills 
of  lading  and  the  live  stock  contract  forms  March  15,  it  is  stated 
by  R.  N.  Collyer.  He  and  the  members  of  his  committee  having 
in  charge  the  work  for  the  carriers  have  been  working  with  the 
staff  of  the  Commission  having  the  matter  in  charge  for  the 
regulating  body.  March  15  is  the  day  the  Commission,  in  its 
most  recent  order  on  the  subject,  issued  this  week,  said  the 
carriers  should  make  the  export  bill  operative.  No  order  has 
been  issued  as  to  the  domestic  bill  and  live  stock  contract. 

Whether  all  the  bills  can  be  made  operative  on  that  day 
will  be  known  early  in  the  coming  week.  The  National  Indus- 
trial Traffic  League  has  pending  an  application  for  changes  in 
the  export  bill,  which  is  equivalent  to  an  application  for  re- 
hearing. Should  the  Commission  grant  its  request,  the  effect 
would  be  the  postponement  of  the  operative  date.  At  the  time 
this  was  written  the  thought  was  that  the  Commission  would 
deny  the  application,  thereby  forcing  the  League  to  file  a  formal 
complaint  if  it  desired  to  pursue  the  matter  farther. 

But  for  that  application  there  would  be  no  element  of  un- 
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certainty  at  all.  As  the  situation  is,  there  is  not  a  large  doubt. 
However,  the  representatives  of  the  carriers  do  not  like  to  say 
that  the  bills  will  be  made  operative  on  the  date  mentioned,  be- 
cause the  League's  application  has  not  been  disposed  of. 

The  carriers  will  put  out  an  order  notify  form  for  domestic 
bills  and  an  order  notify  form  for  export  bills,  the  former  in 
accordance  with  specific  direction  from  the  Commission  and 
from  necessity  in  the  latter.  Ninety-five  per  cent  of  the  export 
bill  business,  it  has  been  estimated,  is  done  on  order  bills.  The 
Commission,  however,  ordered  only  a  straight  bill  form,  hence 
the  necessity  for  action  by  the  carriers  to  provide  an  order  bill, 
even  if  the  Commission  did  not  direct  the  preparation  of  such 
a  form. 

A  copy  of  each  form  will  be  published  in  the  classifications 
so  as  to  give  the  bills  the  authority  of  tariff  publications,  to  be 
observed  with  as  great  care  as  are  the  rates  themselves. 


ERRORS  IN  BILLS  OF  LADING 

The  Commission  has  called  attention  to  typographical  errors 
in  the  forms  of  bills  of  lading  and  live  stock  contract.  In  Its 
announcement  it  said: 

attention    of    Interested    parties    U    Invited    t<  typo- 

graphical  error*   in    th.-   forma   of   bills  of  lading  and   live  stock  con- 

•  -scribed    by    the    Commission    In    Kxport    BUI    of    Lading.    (4 

md   Domestic  Bill  of  Lading  and  Live  Stock  Contract. 

'  .   3J7.     These   are   as    follow*: 

•t    Hill  of   Lading—  The  a*terUk   before   "Measurement    (sub- 
to  correction)"   should   be   eliminated. 

The    last    work    In    the    passage    preceding    the    till.-     'Contract 
.»  and   Conditions"   should    be   "assigns"    instead  of   "assign." 
Domestic  BUI  of  Lading—  On   the  face  of  the  bill  the  word  ."for" 
should   be  changed    to   "or"    In   the  passage   "If  on    Its   own    road   for 
:     Its  own    water    lln.-. 

In    the    first    line    of    section    >(a).    the    word    "then"    should    be 
•in." 

In    the    flrst    line    of   section    «»),    the    words   "tarffls"    should   be 
"tar 

ntract—  In   line  3  of  section   4(a)    the   word   "what- 
ever"  should    be    ••wht-ii' 

These,    and    any    other    typographical    errors    which    may    be    dls- 
I     covered,  will  be  corrected  when  the  reports  are  printed  in  the  bound 
imes  of  the  Commission's  report. 

The  Commission  did  not   prescribe  certain   details  as   to  spacing. 

Upon    request    of    the    carriers,    at    the    Instance    of    interested 

;~TS.     the    Commission    has    stated    that    It    would    Interpose    no 

tion  to  the  Insertion.  In  the  export  bill  of  lading,  of  a  line  pre- 

••d  by  the  word  "Ron 


WABASH  OVERCHARGE  CASE 

Tkt  Trmfe  World  WtiKmgio*  fi.rrsn 

A  petition  for  a  writ  of  certiorari  by  the  Wabash  Railway 

In  an  action  which  It  said  was  a  test  suit  Involving  a  ques- 

i   of  law  to  be  applied  in  several   hundred  similar  cases  In 

which  shippers  claimed  approximately  $400,000  In  overcharges, 

was  denied  by  the  United  States  Supreme  Court,  this  week  in  No. 

«77.  Wabash  Railway  Co.  vs.  W.  Koenlg  et  al.    No  application  for 

a  writ  of  error  Is  pending  In  the  court  so  that  the  action  In  re- 

fusing the  writ  of  certiorari  prayed  for  by  the  carrier  makes  the 

lower  court  ruling  In  favor  of  the  shipper  final. 

The  case  grew  out  of  the  passage  by  the  Missouri  legislature 
In  1907  of  what  Is  known  as  the  maximum  freight  rate  act  The 
Wabash  sued  to  enjoin  the  application  of  the  law  and  obtained 
a  lower  court  decree  holding  the  rates  prescribed  as  conflscatory. 
Thin  decision  was  reversed  by  the  United  States  Supreme  Court 
in  the  Missouri  Rate  Case.  230  U.  S.  509-610. 

In  1912  and  1913  W.  Koenlg  and  others  shipped  grain  from 

Uiuls.  Mo.,    The  receivers  of  the  Wabash 

•.rgsjd  rates  on  the  same  basis  as  applied  from  WenUvllle  on 

interstate   shipments    and    these   rates    were    In   excess    of    the 

statutory  rates  of  Missouri.    The  shippers  sought  to  recover  the 

overcharges.     The  receivers  contended  that  the  state  rates  bad 

been  set  aside  as  the  result  of  the  decision  of  the  Interstate  Com- 

merce Commls.Mon   in  cases  brought  by  the  Southwestern   Mis- 

souri Millers  Club  and  Merchants  Exchange  against  the  Wabash. 

(34  I.  C.  C.  351-».) 

A  iower  court  held  that  the  decision  of  the  Interstate  Com- 

nmmlssion  did  not  have  the  effect  of  making  the  Mis- 

souri rates  discriminatory  and  Illegal  because  it  made  no  finding 

that  the  Interstate  rates  were  reasonable.     This  finding  was  af- 

firmed by  tl.  rcult  Court  of  Appeals  for  the  Eighth  Cir- 

cuit, and  Judgment  for  $  224.  11  was  entered  against  the  Wabash. 

The  carrier  then  sued  for  the  writ  of  certiorari.    The  Supreme 

is  usual  in  dlspontng  of  positions  for  writs  of  r.-rtiorari. 

assigned  no  reason  for  Its  action. 


C.  A  W.  I.  BONDS 

Th»  Chicago  *  Western  Indiana  has  been  authorized  by  the 
^^•mlsslon  to  issue  $223.000  of  4  per  cent  consolidated  mortgage 
gold  bonds  for  delivery  to  the  company's  proprietary  tenants — 
*  K.  I.,  the  Wabssh.  the  Grand  Trunk  Western,  the  Chi- 
cago It  Erie,  and   the  C.   I.  It  L..  and   to  the  Belt  Railway  of 
ago  as  a  tenant.  In  repayment  of  sinking  fund  advances. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

•  Digests  taken  from  Reporter!  and    Digests  of  National   Reporter 

.    System.  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


We  qtiirkly  procure  information  concerning  matters 
in  any  department  of  the  government  in  Washington 
for  subscribers  to  THE  DAILY  TRAFFIC  WORLD. 


Burden  to  Show  Failure  to  Carry  and  Deliver  Goods  to  Consignee 

Upon  Shipper: 

(Supreme  Court  of  Arkansas.)  In  an  action  under  U.  S. 
Comp.  St.,  Sec.  8029-8031,  against  a  packet  company  for  loss  dur- 
ing transit  of  cotton  shipped,  the  burden  was  on  plaintiff  to  prove 
that  defendant  had.  failed  to  carry  the  cotton  and  deliver  it  to 
consignee.—  Trl-State  Packet  Co.  et  al.  v  G.  R.  Brickey  Mercan- 
tile Co.,  235  S.  W.  Rept.  40-41. 
Burden  of  Showing  Exemption  Under  Statute  from  Liability  for 

Loss  of  Goods  Held   Upon  Carrier: 

In  an  action  under  U.  S.  Comp.  St.  1916,  Sec.  8029-8031, 
against  a  packet  company  for  loss  of  cotton  in  transit,  the  burden 
of  showing  that  the  case  came  within  the  exception  to  the 
statute  exempting  the  carrier  from  liability  for  certain  causes 
was  upon  defendant  Ibid. 
Admission  That  Boat  Was  Properly  Manned  and  Seaworthy  Con- 

strued: 

In  abaction  under  U.  S.  Comp.  St.,  Sec.  8029-8031.  against 
a  packet-  company  for  loss  of  cotton  in  transit,  an  admission 
that  the  boat  was  properly  manned  and  seaworthy  held  not  to 
operate  as  an  admission  that  the  boat  was  properly  loaded, 
nor  that  there  was  no  error  in  navigation  or  management,  nor 
that  It  was  properly  manned  during  the  trip,  nor  that  the  loss 
was  necessarily  caused  by  the  danger  of  the  river  from  heavy 
winds.—  Ibid. 


Loss  and  Damage  Decisions 

Case*  Recently  Decided  by  State  and  Federal  Courts 

taken  from  Reporter*  and  Digests  of  National   Reporter 
published  by  West  Publishing  Co..  St   Paul.  Minn 
Copyright  by  West  Publishing  Co. ) 


LOSS  OF  OR  INJURY  TO  GOODS 

Carrier  Held  Liable  for  Loss  of  Baggage  as  an  Insurer  and  Not 

as  Warehouseman: 

(Supreme  Court  of  Michigan.)  Where  one  purchased  ticket 
from  defendant  railroad  and  checked  her  baggage  to  large  city 
In  order  to  take  one  of  Its  through  trains  to  her  destination  from 
such  city,  but  traveled  to  such  city  over  a  different  railroad, 
where  she  purchased  a  ticket  for  her  destination  and  exchanged 
baggage  checks,  without  any  intent  to  defraud  or  deceive  de- 
fendant, having  destroyed  the  ticket  to  the  city,  and  the  trunk 
was  stolen  at  the  depot  where  it  was  first  checked,  the  carrier 
was  liable  for  its  loss  as  an  insurer,  and  not  as  a  mere  ware- 
houseman or  gratuitous  bailee.— Caine  vs.  Cleveland.  C.,  C.  & 

185  N.  W.  Rept.  766. 
Assignment  of  Error  that  Conclusion  Not  Supported  by  Evidence 

Held  Too  General: 

(Court  of  Civil  Appeals  of  Texas,  Beaumont)  Under  rules 
Nos.  23-27  for  Courts  of  Civil  Appeals  (142  S.  W.  xii),  an  assign- 
ment of  error  that  the  court's  conclusion  of  law  was  contrary 
to  the  jvldence  Is  too  general;  for  an  assignment  should  state 
tsr^sBtPrespect  the  evidence  does  not  support  the  conclusion. — 
Bean  vs.  Hlnson.  235  S.  W.  Rept.  327. 
Finding  Must  Be  Supported  by  Pleadings: 

No  issue  can  be  decided  that  Is  not  raised  by  the  pleadings. 
—Ibid. 
Public  Ferryman  Liable  as  Common  Carriers: 

Public  ferrymen  are  common  carriers,  and  as  such  are  liable 
as  insurers  of  the  property  committed  to  their  care,  and  for 
all  accidents,  except  such  as  arise  from  the  act  of  God.  or  the 
public  i-nciny.  or  by  the  willful  act  of  the  complaining  party,  and 
are  answerable  In  damages  for  any  Injury  or  loss  resulting  from 
ihelr  negligence. — Ibid. 
Ferrymen  Bound  to  Provide  Proper  Facilities: 

Ferrymen  are  bound  to  provide  proper  boats,  with  comi"1 
tent  attendants,  and  to  equip  them  with  all  other  things  neces- 
sary and  proper  for  the  maintenance  of  the  ferry  In  an  efficient 
state  and  safe  condition.— Ibid. 

Ferrymen  Not  Liable  as  Insurer  as  to  Property  Retained  In  Own- 
er's Control: 

Where  the  owner  of  property  being  transported  upon  a  ferry 
retains  control  thereof,  the  ferryman  does  not  assume  toward 
the  property  the  strict  responsibility  of  a  common  carrier,  but 
his  liability  therefor  In  case  of  loss  is  governed  by  the  ordinary 
rules  In  actions  for  negligence.— Ibid. 
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Failure  to  Provide  End  Gates  or  Chains  Held  Proximate  Cause 
of  Drowning  of  Mules: 

In  a  case  where,  but  for  the  owner's  efforts  to  make  his 
mules  pull  the  hind  wheels  of  his  wagon  back  upon  the  ferry- 
boat without  the  ferryboat  being  fastened  to  the  bank,  the  wagon 
would  not  have  dragged  the  mules  into  the  water  and  drowned 
them,  but  the  accident  could  also  have  been  avoided  had  the 
ferryman  equipped  his  boat  with  end  gates,  stay  chains,  bump- 
ers, or  other  means  of  preventing  animals  being  transported 
from  backing  off  the  boat,  held,  that  the  defendant's  negligence 
in  operating  his  boat  without  such  means  for  preventing  acci- 
dents was  the  direct  cause  of  the  accident,  for  which  he  was 
liable.— Ibid. 

Custom  Held  Not  to  Excuse  Operation  Without  Gates  or  Chains: 
Where  mules  were  lost  off  of  a  ferryboat  on  which  they  were 
being  transported  because  of  absence  of  gates  or  chains  thereon, 
the  ferryman  was  not  excused  by  the  fact  that  it  was  customary 
to  operate  boats  on  that  river  without  gates  or  chains,  it  not 
being  enough  that  his  and  other  ferries  may  have  carried  animals 
safely  without  these  protective  measures. — Ibid. 

CARRIAGE  OF  LIVE  STOCK 

Interstate  Carrier  Not  Liable  When  Evidence  Is  All  in  and  Loss 
Not   Shown   to    Be    Due   to   Any    Failure   of   Duty,   Though 
Petition   Based  on  Common-Law  Liability: 
(Kansas  City  Court  of  Appeals.)     While  it  may  be  that,  in 
an  interstate  case,  a  cause  of  action  can  be  stated  in  the  petition 
for  loss  of  livestock  based  merely  on  the  carrier's  common-law 
liability,  this  merely  enables  plaintiff  to  make  a  prima  facie  case 
without  affirmatively  showing  how  the  shipment  was  damaged, 
and   when   the   evidence   is   all   in,   if   there   is   no   presumption 
against  the  carrier  or  it  is  manifest  that  the  loss  was  not  in- 
fluenced, affected  or  brought  about  by  any  failure  of  the  carrier 
to  perform  Its  duty,  there  can  be  no  liability. — Bragg  vs.  Payne, 
agent,  235  S.  W.  Rept.  148. 

Not  Rendered  Absolutely  Liable  for  Loss  or  Damage  by  Carmack 
Amendment: 

The  Carmack  amendment  (U.  S.  Comp.  St.,  sec.  8604a, 
8604aa)  did  not  create  an  absolute  liability  on  the  part  of  car- 
riers for  every  loss,  damage,  or  injury  from  any  and  every 
cause. — Ibid. 

Not    Liable   at  Common    Law  for    Damage  to    Live   Stock  from 
Inherent  Nature  or  Infirmity: 

Under  the  common  law  a  carrier  is  not  liable  for  damage 
to  live  stock  transported,  due  to  its  inherent  nature  or  infirmity, 
and  not  to  any  fault  on  the  part  of  the  carrier. — Ibid. 
Not  Liable  for  Delay  in   Unloading   Due  to  Congesion  at  Stock- 
yard: 

A  carrier  of  hogs  was  not  chargeable  with  delay  in  unload- 
ing hogs  due  to  congestion  at  the  stockyards  to  which  they  were 
shipped,  a  cause  wholly  beyond  its  control.— Ibid. 
No  Presumption  from  the  Fact  that  Hogs  Are  Sick  When  They 
Arrive  at  Destination: 

The  mere  fact  that  hogs,  apparently  sound  when  delivered 
for  shipment,  arrived  at  their  destination  sick  with  pneumonia, 
raises  no  presumption  of  negligence  on  the  part  of  the  carrier. — 
Ibid. 

Not  Liable  for  Death  of  Hogs  from  Pneumonia  When  Not  Shown 
Due  to  Carrier's  Culpability  or  fault: 

Where  the  evidence  showed  that  hogs,  dying  in  transit,  died 
from  pneumonia,  and  there  was  nothing  to  show  or  raise  any 
implication  that  the  pneumonia  was  due  to  any  culpability  or 
default  on  the  part  of  the  carrier,  rather  than  to  the  inherent 
weakness  or  physical  Infirmity  of  the  animals,  the  carrier  was 
not  liable,  whether  the  hogs  had  pneumonia  when  shipped  or 
contracted  it  while  in  transit. — Ibid. 

TELEGRAPHS  AND  TELEPHONES 
Not  Liable  for  Negligence  During   Federal  Control: 

(Court  of  Civil  Appeals  of  Texas,  Galveston.)  A  telegraph 
company  is  not  liable  for  the  negligence  of  agents  during  federal 
control,  regardless  of  whether  the  person  injured  has  a  remedy 
against  the  government. — Western  Union  Telegraph  Co.  vs.  Wal- 
lace, 235  S.  W.  Rept.  282. 
Federal  Control  Shown: 

The  joint  resolution  of  Congress  of  July  16,  1918  (U.  S. 
Comp.  St.  Ann.  Supp.  1919,  sec.  3115%x),  the  President's  procla- 
mation of  July  22,  the  order  of  the  Postmaster-General  of  August 
1,  1918,  and  his  General  Orders  Nos.  2067  and  3380,  relating  to 
government  control  of  the  telegraphs  and  telephones,  show  con- 
clusively that  the  government  was  in  control  of  a  system  and 
operating  it  through  the  former  agents  and  employes  of  the  com- 
panies in  October,  1918,  when  plaintiff  claimed  to  have  been 
injured  by  negligent  delay  in  delivering  a  message. — Ibid. 
Resolution  of  Congress  and  Proclamation  Taking  Control  of 
Telegraphic  System  Judicially  Noticed: 

The  court  takes  judicial  knowledge  of  the  joint  resolution  of 
Congress  (U.  S.  Comp.  St.  Ann.  Supp.  1919,  sec.  3115%x),  and 
of  the  proclamations  of  the  President  and  of  the  Postmaster- 
General  thereunder  taking  control  of  telegraph  and  telephone 
systems  of  the  country. — Ibid. 
Not  Liable  for  Negligence  During  Government  Control: 

(Court  of  Civil  Appeals  of  Texas,  Galveston.)     A  telegraph 


company  Is  not  liable  for  damages  caused  by  failure  promptly  to 
deliver  a  message  while  its  system  was  under  control  of  the 
United  States   government.— Western  Union  Telegraph  Co.  vs. 
Stewart,  235  S.  W.  Rept.  287. 
Mental   Anguish   Alone   Not   Recoverable  for  Delay  in   Delivery: 

Interstate  Message: 

Damages  for  mental  anguish  alone  are  not  recoverable,  for 
delay  in  delivering  an  interstate  telegraphic  message. — Ibid. 
Mental  Anguish  for  Delayed  Delivery  of  Interstate  Message  Not 
Recoverable: 

(Court  of  Civil  Appeals  of  Texas,  Galveston.)     Damages  for 
mental  anguish  caused  by  failure  promptly  to  deliver  a  telegram 
are  not  recoverable  where  the  message  was  interstate. — Western 
Union  Telegraph  Co.  vs.  Jones,  235  S.  W.  Rept.  288. 
Contract    to     Promptly     Transmit     Message     Held     Sufficiently 

Alleged: 

(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  A  petition  al- 
leging that  "R.  delivered  to  the  representative  and  agent  of  the 
above  named  defendant  company  *  *  *  for  transmission  *  *  * 
a  telegram,  *  *  *  'Urgent  that  you  meet  me  tomorrow  morning 
at  M.  Leave  on  night  train  sure' — which  the  defendant,  by  its 
representative  and  agents,  undertook  to  deliver  to  the  ad- 
dressee," and  that  such  message  was  not  delivered  and  such 
failure  resulted  in  plaintiff  not  being  employed  as  attorney  in 
certain  matter,  though  meager  in  stating  the  contract  to  properly 
transmit  and  deliver  the  message,  was  sufficient  to  show  an  obli- 
gation on  the  part  of  the  defendant  to  promptly  deliver  the 
message  and  to  warrant  recovery  of  damages. — Western  Union 
Telegraph  Co.  vs.  Gold,  235  S.  W.  Rept.  331. 
Notice  of  Consequences  of  Failure  to  Promptly  Deliver  Message 

Essential: 

While  it  is  not  essential  that  a  telegraph  company  should 
have  explicit  information  as  to  character  of  a  telegram  and  of 
the  consequences  of  failure  to  promptly  deliver,  still,  in  order 
to  be  liable  for  damages,  It  must  be  apprised  in  some  way,  either 
from  the  wording  of  the  telegram  or  from  information  by  the 
sender,  or  from  the  circumstances,  that  its  failure  to  transmit 
or  deliver  promptly  will  probably  occasion  injury. — Ibid. 
Message  Held  Notice  of  Urgency: 

A  telegram,  "Urgent  that  you  meet  me  tomorrow  morning 
at  M.  Leave  on  night  train  sure — "  was  itself  sufficient  to  ad- 
vise telegraph  company  that  the  message  was  urgent,  and  had 
reference  to  matter  of  business,  and  that  it  should  be  promptly 
delivered. — Ibid. 
Attorney's  Loss  from  Failure  to  Deliver  Message  Shown: 

Evidence  held  to  warrant  finding  that  failure  of  defendant  to 
deliver  telegram  resulted   in  plaintiff's  not  being  employed  as 
counsel  and  being  paid  a  fee  therefor. — Ibid. 
Payment  of  Fee  Not  Essential  to  Recovery  for  Delay: 

It  is  not  essential  to  recovery  for  failure  to  promptly  trans- 
mit and  deliver  a  telegram  that  a  fee  be  paid  for  the  transmis- 
sion.— Ibid. 
Suppression  of  Deposition  Discretionary: 

The  suppression  of  a  deposition  is  largely  a  matter  of  dis- 
cretion with  the  trial  court. — Ibid. 
Refusal  to  Suppress  Deposition   Not  Error: 

Refusal  of  court  to  suppress  deposition  of  witness  who  re- 
fused to  answer  cross-interrogatories  was  not  error  where  the 
answers  solicited  by  the  cross-interrogatories  were  not  material. 
—Ibid. 

ON    MOTION   FOR   REHEARING 

No  Reversal  on  Ground  of  Unethical  Conduct: 

A  cause  will  not  be  reversed  because  witness  in  deposition 
refuses  to  answer  cross-interrogatories  on  the  advice  of  one  of 
the  parties,  who  was  an  attorney,  where  answers  solicited  were 
immaterial,  as  courts  cannot  reverse  as  a  punishment  or  to  estab- 
lish a  precedent  in  the  matter  of  morals  or  professional  duty  in 
the  practice  of  law. — Ibid. 
Suppressed  if  Material  Questions  Are  Not  Answered: 

A  deposition  will  be  suppressed  on  motion  if  witness  re- 
fuses to  answer  material  cross-interrogatories. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION  OF  COMMON   CARRIERS 

Lien  Waived  When  Not  Asserted  When  Pledgee  Demanded  Prop- 
erty and  Brought  Replevin: 

(District  Court  of  Appeals,  First  District,  Division  1,  Cali- 
fornia.) A  carrier  waived  its  lien,  if  it  ever  had  any,  on  rails 
delivered  to  it,  where,  on  demand  for  the  rails  by  a  pledgee,  it 
failed  to  set  up  any  lien,  and  when  sued  in  replevin  set  up  no 
claim  of  a  lien. — Yokohama  Specie  Bank,  Ltd.,  vs.  Trans-Oceanic 
Co.,  202  P.  Rept.  346. 
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Hearing     by     Unauthorized     Special     Examiner    Not     Reversible. 

Where   Not   Prejudicial: 

(Supreme  Court  of  Missouri,  in  Bane.)  On  writ  of  review 
from  judgment  sustaining  Public  Service  Commission's  order, 
held,  that  any  error  in  appointing  the  general  counsel  of  the 
commission  as  special  examiner  to  conduct  the  hearing  of  the 
cause  would  not.  if  not  prejudicial,  be  reversible. — State  ex  rel. 
St.  Louis-San  Francisco  Ry.  Co.  et  al.  vs.  Public  Service  Com- 
mission of  Missouri.  235  S.  W.  Kept.  131. 
Whether  Stopping  Interstate  Trains  It  a  Burden  on  Commerce 

Depends  on  Adequacy  of  Facilities  Otherwise: 

Whether  an  order  or  act  of  the  legislature  or  a  state  ad- 
ministrative body,  requiring  stopping  at  a  certain  point  of  an  in- 
terstate train,  is  illegal  interference  with  interstate  commerce, 
depends  on  whether  there  are  existing  adequate  local  facilities 
at  such  point,  without  requiring  the  additional  service  called  for 
by  such  order  or  act. — Ibid. 
Proceeding  Reviewable  as  Suit  in  Equity: 

On  review  of  a  circuit  court  judgment  affirming  order  of  the 
Public  Service  Commission,  the  case  must  be  construed  as  a 
suit  in  equity,  and  the  Supreme  Court  may  make  its  own  findings 
of  fact.— Ibid. 
Passenger  Train  Service  Order  Held  Justified: 

Kvidence  held  to  justify  an  order  of  the  Public  Service  Com- 
mission requiring  interstate  passenger  trains  to  stop  at  a  certain 
station. — Ibid. 
Train  Service  Order  During  Federal  Control  Binding: 

Proceedings  before  the  Public  Service  Commission  to  compel 
stopping  of  interstate  trains  at  a  certain  station  were  properly 
brought  against  both  the  railroad  company  and  the  Director- 
General,  then  operating  the  railroad,  under  act  Cong.  March  21, 

1918.  sec.  10  (U.  S.  Comp.  St.  1918.  U.  8.  Comp.  St.  Ann.  Supp. 

1919.  sec.  3115\j).  and  the  order  therein,  ordering  the  trains 
stopped,  was  a  continuing  one  until  lawfully  changed,  and  would 
apply  to  and  bind  the  railroad  company  after  the  termination  of 
the  period  of  federal  control — Ibid. 

Judicial  Notice  Taken  at  Time  of  Termination  of  Federal    Rail- 
road Control: 

Judicial  notice  will  be  taken  that  the  wartime  federal  con- 
trol of  railroads  terminated  In  the  first  part  of  the  rear  1920.  and 
that  the  road*,  which  had  in  fact  during  the  entire  time  been 
operated  by  the  corporation  for  the  Director-General,  were  turned 
back  to  the  corporation.— Ibid. 
Public  Ferrymen  Liable  as  Common  Carriers: 

(Court  of  Civil  Appeals  of  Texas.)  Public  ferrymen  are  com- 
mon carriers,  and  as  such  liable  as  Insurers  of  the  property  com- 
mitted to  their  care,  and  for  all  accident*,  except  such  as  arise 
from  the  act  of  God.  or  the  public  enemy,  or  by  the  willful  act  of 
the  complaining  party,  and  are  answerable  in  damages  for  any 
injury  or  loss  resulting  from  their  negligent-.-  -Bean  vs.  Hlnfton. 
235  8.  W.  Kept.  327. 


TIME   LIMIT  ON   SUITS,  ETC. 

Tkt  Trtfe  H'trU  WatJUaftoa  Bmrttm 

Actions  at  law.  suits  in  equity,  and  procedlngs  In  admiralty 
arising  out  of  federal  control  will  be  barred  after  February  28. 
so  far  as  the  Railroad  Administration  Is  concerned.  Notice  to 
that  effect  has  been  given  by  A.  A.  MeLaughlm.  the  Administra- 
tion's general  solicitor.  In  Circular  No.  60  of  the  Division  of 
Law.  to  every  carrier  the  property  of  which  was  under  federal 
control  at  midnight,  February  2*.  1920.  The  circular  la  M 
follows: 

Section    104    («)    of    the    Transportation    Act.    1MO.    provides    that 
•<«   at   law.   suits   In   equity  and   proceedings  In   admiralty   arising 
out   of  federal  control   may   be  brought   within   the  periods  of  limita- 
tion  prescribed  by  state  or  federal- statute*,    but  not  later  than   two 
years  from  the  date  of  the  passage  of  the  A 

This  provision  of  the  Act  cannot  be  waived,  and  claims  on  which 
action  has  not  been  commenced  on  or  before  February  it.  IMS.  will 
be  barred. 

In  cases  where  settlement  has  been  definitely  agreed  upon 
and  approved  by  the  Railroad  Administration  (where  such  approval 
Is  necessary  under  Circulars  10  and  24)  before  close  of  business  Feb- 
v  n.  IMS,  settlement  may  be  consummated  thereafter.  Claims 
not  In  rait  and  not  definitely  settled  as  above  set  forth,  on  or  before 
^sbruary  U.  IMS.  must  be  declined.  In  all  suits  commenced  after 
February  1*.  1M1.  the  bar  of  the  statute  must  be  Insisted  upon. 

In    the  case  of  Kill*  vs.    Payne.   174    Federal   44}.   affirmed   by   the 

Circuit  Court  of  Appeals  fxtober  M.   mi.  and  petition   for  certiorari 

mled   by   the   Supreme   Court   of  the   I'nlted   States  on   January    10 

MS.   the   two  year  and   one   day   provision   In    the   bill  of  lading  was 

fceW    valid    and    enforceable.      The    bill    of    lading    limitation    must    be 

Insisted  upon  In  all  cases  commenced  after  the  time  specified  therein. 

In  sock  cases,  however,  meritorious  claims  may  be  adjusted   subject 

esa  of   the   amount    Involved,    to  the   approval  of 

Onand  after  March  1.  IMS.  suits  will  be  disposed  of  In  the  man- 

tr  provided  herein  and  In  Circulars  10  and  14.  and  In  suits  requiring 

ipproval    by   the  administration    your  law   department    should    advl*.- 

date    suit    was    Instituted    In    addition    to   the    Information    heretofore 

required. 

In  issuing  the  circular  the  Railroad  Administration's  legal 
department  took  the  position  that  denial  by  the  Supreme  Court 
the  I'nlted   States,  on   January  30,  of  the  application   for  a 
writ  of  rertlorarl  In  Leigh   Ellis  vs.  Davis,  justified   the  ruling 
in   the  circular.     No  mention  was  made  m   the  circular 


of  the  fact  that  the  Kills  case  had  been  docketed  in  the  Su- 
preme Court  in  a  writ  of  error.  This  fact  was  called  to  the 
attention  of  Mr.  McLaughlin  and  he  answered  in  effect  that  he 
did  not  regard  the  fact  that  the  case  had  been  docketed  on 
a  writ  of  error  as  particularly  favorable  to  Leigh  Ellis. 

Ordinarily  attorneys  regard  a  case  that  has  been  brought 
to  the  court  on  a  writ  of  error  as  being  in  as  good  strategic 
position  as  one  brought  on  writ  of  certiorari,  although  issuance 
of  the  writ  of  certiorari  would  indicate  that,  on  its  face,  the 
case  brought  up  in  that  way  was  regarded  by  the  Supreme 
Court  justices  as  a  matter  of  great  moment,  else  they  would 
not  give  the  case  treatment  the  parties  litigant  might  demand 
as  a  matter  of  law  right.  Denial  of  the  writ  of  certiorari,  in 
this  case,  has  been  regarded  generally  as  meaning  no  more  than 
that  the  court  deemed  it  unnecessary  to  have  the  case  before 
it  by  two  methods.  In  other  words,  that  the  case  having  been 
brought  up  on  a  writ  of  error,  it  would  be  duplicating  work  to 
have  it  brought  on  certiorari.  Had  the  case  not  been  brought 
up  on  a  writ  of  error,  denial  of  certiorari  would  leave  the  law 
as  declared  by  the  lower  court  stand  as  the  law  of  the  land  on 
the  subject  covered  by  the  decision  of  the  higher  of  the  two 
lower  courts.  So  long,  however,  as  the  case  brought  up  on 
error  remains  undisposed  of,  the  law  in  the  matter  will  remain 
in  doubt.  The  Railroad  Administration,  however,  is  proceeding 
on  the  assumption  that  It  is  warranted  in  announcing  that  it 
will  plead  the  statute  of  limitations  in  every  case  sought  to 
be  begun  In  the  courts  after  the  lapse  of  two  years. 

The  law,  as  construed  by  the  courts  and  the  Railroad  Ad- 
ministration, will  work  a  hardship  on  those  who  have  obtained 
orders  of  reparation  from  the  Commission  on  shipments  mov- 
ing during  federal  control  in  the  last  three  or  four  months  as 
to  which  the  Railroad  Administration  has  not  made  a  definite 
decision  that  it  will  not  pay.  A  greater  hardship  will  fall  on 
those  who  obtain  such  orders  during  the  current  month.  They 
will  have  to  proceed  upon  the  assumption  that  the  Railroad 
Administration  will  not  pay  and  file  suits  practically  the  minute 
they  obtain  orders  of  reparation.  Those  who  may  obtain  or- 
ders of  reparation  during  the  last  week  of  February  will  almost 
certainly  be  deprived  of  any  opportunity  to  obtain  money  from 
the  Railroad  Administration  unless  it  agrees  to  pay.  Promises 
of  that  kind  are  rare.  Generally  Mr.  Finerty,  who  has  charge 
of  such  matters,  is  of  the  opinion  that  the  Commission  was  In 
error  when  It  holds  that  reparation  should  be  made. 


DELIVERY  OF  FRUIT  AT  NEW  YORK 

Fruit  and  vegetable  shippers  from  California  and  New  York 
joined  in  the  complaint  of  the  American  Fruit  and  Vegetable 
Shippers'  Association  against  the  American  Railway  Express 
Co.  and  the  Brie  Railroad.  No.  12680.  hearing  on  which  was  held 
before  Examiner  John  B.  Keeler  In  Chicago,  February  3.  The 
cause  of  the  complaint,  as  outlined  by  C.  R.  Marshall,  attorney 
for  the  association,  was  the  Issuance,  effective  February  27,  1921, 
by  the  express  company,  of  supplement  No.  12  to  their  tariff.  I. 
C.  C.  No.  A2095,  cancelling  the  provision  for  absorbing  the  Brie 
Railroad's  local  rate  for  transferring  carloads  of  fruits  and 
vegetables  from  the  Jersey  City  Express  Terminals  of  that  road 
to  piers  20  and  21  of  the  Fruit  Auction  Company  on  the  Man- 
hattan side  of  the  North  River.  This  resulted,  according  to  Rob- 
ert Cummlng.  manager  and  secretary  of  the  complaining  asso- 
ciation, who  testified.  In  the  assessment  of  the  full  local  rate 
of  $51  per  car.  from  Jersey  City  to  Manhattan,  on  shipments  of 
fruit  sent  by  members  of  his  organizations  to  New  York  from 
California.  In  addition  to  the  14.28  a  hundred  pound  rate  In  effect 
via  express  to  the  Jersey  City  terminal.  This  $51  charge,  he 
said,  had  been  absorbed  by  the  American  Railway  Express  Co., 
and  its  predecessor,  the  Wells-Fargo  Co.,  since  1917,  and  the 
refuaaj^o  continue  this  absorption  constituted,  In  his  opinion,  a 
anCTTrnlnatlon  against  California  fruit  as  a  commodity  and 
against  that  state  as  a  point  or  origin,  when  compared  to  other 
points  accessible  to  New  York  via  other  routes. 

Mr.  Cummlng  said  that  shipments  to  the  New  York  auction 
company  via  express  by  members  of  his  association  dropped 
from  414  cars  In  1920  to  287  In  1921.  and  he  attributed  this  fall- 
ing off  to  the  change  In  the  express  company's  practice  In  ab- 
sorbing the  cross-river  railroad  charge. 

It  was  also  pointed  out  that  the  express  company  had,  since 
the  effective  date  of  the  above  mentioned  supplement,  insisted 
on  consignees  accepting  delivery  on  the  Jersey  side,  which  ne- 
cessitated the  Issuance  of  a  new  bill  of  lading  In  order  to  ship 
the  fruit  via  Brie  to  the  Manhattan  piers.  This,  according  to 
Mr.  Marshall,  constituted  an  added  burden  on  the  shippers  and 
he  asked  leave  to  amend  his  complaint  specifically  to  cover  that 
practice  and  to  pray  for  relief  from  It. 


The  abstracts  of  tariff  tiling,  rejections,  suspen- 
sions, etc.,  as  printed  in  each  issue  of  THE  DAILY 
TRAFFIC  WORLD  enable  subscribers  always  to  be 
sure  their  tariff  files  are  up-to-date. 
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Traffic  Lesson  No.  3 


Volume  and  Characteristics  of  Railroad  Traffic  (Continued) — Third  Lesson  in  the  Course  Written 

for  the  Traffic  World  by  Grover  G.  Huebner,  Ph.  D.,  Professor  of  Transportation 

and  Commerce,  University  of  Pennsylvania — (Copyrighted) 


It  is  not  merely  accidental  that  the  three  great  traffic  areas 
— the  East,  the1  South,  and  the  West — are  almost  identical  with 
the  three  great  classification  territories  that  will  be  described 
in  subsequent  lessons.  They  are  less  dissimilar  than  in  the 
past,  but  they  continue  to  be  separated  by  traffic  differences  as 
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well  as  by  physical  conditions  and  natural  geographical  bound- 
aries. It  was  noted  in  the  preceding  lesson  that  they  differ  as 
to  the  volume  and  density  of  their  freight  traffic  and  the  length 
of  haul.  They  differ  also  as  to  the  trainload,  the  average  num- 
ber of  ton-miles  of  revenue  freight  per  train-mile  in  1919  being 
770.43  in  the  East,  602.41  in  the  South,  and  519.99  in  the  West. 
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The  trainload  everywhere  has  increased  rapidly  in  recent  years, 
the  average  for  the  entire  class  I  railroad  system  having  ad- 
vanced from  483.74  in  1915  to  630.93  in  1919.  The  average  re- 
ceipts per  ton  per  mile  in  the  three  traffic  territories  were  0.914, 
0.873  and  1.098  cents,  respectively.  The  freight  ratios  or  per- 
centages of  total  operating  revenues  derived  from  the  freight 


service  of  class  I  roads  under  federal  control  in  1919  were  68.17 
per  cent,  69.27  per  cent,  and  69.41  per  cent,  respectively,  in 
Eastern,  Southern  and  Western  territory.  Their  respective  oper- 
ating ratios  or  ratios  of  operating  expenses  to  total  operating 
revenues  were  88.3  per  cent,  86.9  per  cent  and  80.8  per  cent. 
The  dangerously  high  operating  ratios  in  each  of  the 
three  major  traffic  regions  are  significant,  because  they  indicate 
that  operating  expenses  have  reached  a  position  with  respect 
to  operating  revenues  which  cannot  be  permanently  maintained. 
Under  normal  prewar  conditions  it  was  generally  held  that  rail- 
road operating  ratios  should  not  exceed  70  per  cent.  Yet  un- 
official returns  indicate  that  for  the  class  I  railway  system  of 
the  United  States  as  a  whole  the  operating  ratio  in  1920  was  93.4 
per  cent.  An  increase  of  71.58  per  cent  in  operating  revenues 
in  the  years  1916  to  1920  was  accompanied  by  an  advance  of 
141.71  per  cent  in  operating  expenses,  and  by  a  drop  in  the 
average  return  on  the  book  values  of  railroad  property  from 
6.17  per  cent  in  1916  to  2.64  per  cent  in  1919,  and  0.33  of  1  per 
cent  in  1920.  The  distribution  of  each  dollar  of  railway  oper- 
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ating  revenue  in  the  years  1912  to  1920,  among  labor  costs, 
locomotive  fuel,  materials,  supplies,  and  miscellaneous  taxes, 
loss  and  damage,  injuries  to  persons,  insurance,  depreciation 
and  retirements,  hire  of  equipment,  and  joint  facility  rents  and 
return  on  investment,  is  graphically  shown  in  diagram  No.  4, 
which  was  prepared  by  the  Bureau  of  Railway  Economics. 

The  nature  of  the  freight  tonnage  carried  in  the  three  major 
districts  differs  widely,  as  is  shown  in  the  following  table: 

FREIGHT   TONNAGE   DISTRIBUTION   OF   CLASS   I  LINES    BY 

DISTRICTS    IN    1919 

(In  Percentages) 
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The  high  tonnage  groups  In  the  eastern  district  are.  the 
minerals  and  manufactures,  for  in  this  district  are  located  the 
nation's  greatest  coal  mines  and  industrial  centers.  In  the 
South  the  mineral  and  manufacturing  ratios  are  lower  than  in 
the  East,  although  here,  as  elsewhere,  the  mineral  tonnage  is 
predominant.  Its  agricultural  and  forest  products'  tonnage  are 
relatively  heavier  than  in  the  East,  for  the  South  is  more  largely 
a  farming  country  and  its  yellow  pine  forests  are  still  the  coun- 
try's leading  source  of  lumber.  The  western  railroads,  as  a 
whole,  are  even  less  dependent  on  minerals  and  manufactures, 
although  the  tonnage  of  the  former  Is  greatly  in  excess  of  any 
other  group  of  commodities.  The  West  embodies  the  count: 
greatest  grain  fields  and  fruit  orchards,  live  stock  ranges,  and 

:ng  grounds,  which  result  In  unusually  high  ratios  for  agri- 
cultural and  animal  products.  Its  Pacific  coast  forests  contain 
more  standing  timber  than  any  other  timber  district  In  the 
world,  and.  together  with  the  forests  of  the  Southwest,  give  to 
the  western  railroads  a  ratio  of  forest  products  second  only  to 
the  southern  district.  Indeed,  the  absolute  volumes  of  their 
forest  product  tonnage  exceeds  that  of  the  southern  lines  by 
over  36,000,000  tons. 

The  three  primary  territories  or  traffic  areas  into  which  the 
railroads  naturally  fall  are  so  large  that  they  may,  as  was  done 
in  the  preceding  lessons,  readily  be  subdivided  In  greater  detail. 
Thus,  the  traffic  conditions  In  New  Kngland  differ  somewhat 
from  those  In  other  parts  of  the  eastern  district.  New  England 
has  no  fuel,  and  few  raw  materials  other  than  granite,  marble 
and  lumber:  and  much  of  the  coal  and  lumber  received  at  the 
largest  New  England  markets  Is  delivered  by  coastwise  carriers. 
As  is  shown  in  diagram  No.  5.  the  mineral  tonnage  of  tWe  two 
principal  New  England  lines  Is  relatively  small  In  comparison 
with  that  of  the  other  eastern  lines  there  listed.  Diagram  No. 
6.  moreover,  shows  that  their  agricultural  tonnage  Is  relatively 
small. 

The  outstanding  feature  of  New  England  traffic  Is  the  rela- 

>•    large    volume   of   manufactures   and    merchandise   trans- 

•  .1.     Diagram   No.  7  shows  that   24.7  per  cent  and  24.8  per 

respectively,  of  the  tonnage  of  the  two  New  England  lines 
tinted  consists  of  manufactures,  while  for  the  eastern  roads  as 
a  whole  th«-  corresponding  ratio  Is  18.6  per  cent.  The  freight 
hauls  In  New  England,  moreover,  are  short,  and  the  passenger 
traffic  yields  a  larger  share  of  total  operating  revenues  than  in 
any  other  section  of  the  country.  The  New  York.  New  Hav.-n 
A  Hartford  obtains  orer  40  per  cent  of  Its  total  operating  rere- 
nues  from  Its  passenger  traffic,  while  the  passenger  traffic  ratio 
of  the  eastern  district  as  a  whole  Is  22.4  per  cent. 

The  tidewater  coal  carriers  also  are  a  distinct  group  within 
eastern  territory.  They  transport  an  enormous  volume  of  coal 
from  the  eastern  coal  fields  to  their  seaboard  coal  terminals, 
and.  as  Is  Illustrated  by  the  Philadelphia  A  Reading,  the  P.-nn 
srlvanla.  the  Ball  (more  It  Ohio  and  the  Delaware.  Lackawanna 
t  Western  In  diagram  No.  5.  their  mineral  ratio  Is  unusually  high. 
Thrre  Is  a  similar,  but  smaller,  group  of  ore  carriers  that  trans- 
port Iron  and  coal  betwei-n  the  ports  of  l»ik.-  Kri«-  and  the  Iron 
and  steel  districts  of  western  Pennsylvania  and  eastern  Ohio 

The  large  railroads  running  east  and  west  through  eastern 
territory  are  frequently  referred  to  as  the  eastern  trunk  lines. 

-  freight   traffic  Is  more  diversified   than   that  of  the  coal 
carriers  because  they  not  only  carry  a  heavy  mineral  tonnage, 
but   they  serve  the  great   Industrial   centers  of  the  East.   • 

'le  the  principal  eastern  outlet  for  the  farm  products  of 
the  West,  and  they  are  especially  interested  in  the  foreign  trade 

»  trans-lllssisslppl  valley  and  the  Interior  of  the  eastern 
territory. 

The  railways  In  the  w«->t,-rn  t.-rritory  operating  to  the  west 
and  north  of  Chicago  and  St.  Louis  in  the  chief  grain-raising 
states  of  the  country,  known  as  the  "granger"  lines,  radiate  to 
and  from  the  great  primary  grain  markets  and  central  live  stock 
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markets  of  the  central  and  northern  sections  of  the  Mississippi 
valley,  and  differ  from  western  railways  generally  in  that  they 
have  an  unusally  large  volume  of  grain  and  live  stock  traffic. 
At  the  same  time  the  larger  cities  of  this  region,  which  originally 
became  great  as  central  markets  for  farm  products,  are  gradu- 
ally becoming  the  centers  of  manufacturing  industries,  so  that 
the  granger  roads  are  carrying  a  growing  volume  of  manufac- 
tures. 

The  lines  in  southwestern  territory  which  either  serve  the 
Gulf  ports  or  are  more  distinctly  tributary  to  St.  Louis  or  Mem- 
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phis,  also  handle  much  grain  and  live  stock,  but  some  of  them,  in 
addition,  swell  their  agricultural  traffic  with  a  large  volume  of 
southwestern  cotton.  They  have  a  relatively  larger  mineral  and 
lumber  tonnage  than  the  granger  lines,  but  their  tonnage  of 
manufactures  is  smaller. 

To  the  west  of  the  granger  and  southwestern  regions — but 
overlapping  them — are  the  transcontinental  railways.  They  han- 
dle the  long-haul  transcontinental  traffic  between  the  Pacific 
coast  terminals  and  the  central  western  and  eastern  sections  of 
the  United  States,  much  of  the  traffic  moving  between  these 
regions  and  the  Rocky  Mountain  states;  a  certain  amount  of 
overland  foreign  trade;  and  much  local  traffic  on  the  Pacific 
slope,  in  the  mountain  states,  and  in  the  trans-Mississippi  val- 
ley. The  twofold  grouping  into  which  these  lines  fall — the  north- 
ern and  the  southern  transcontinental  lines — depends  mainly  on 
their  physical  location.  Their  traffic  differs  only  in  detail  and 


carried  by  all  of  the  class  I  railways  in  the  United  States  ad- 
vanced 20.7  per  cent  and  the  number  of  ton-miles  increased  43.1 
per  cent. 

(2)  American  railroads,  with  few  exceptions,  depend  more 
largely  on  their  freight  than  on  their  passenger  traffic  for  the 
bulk  of  their  earnings. 

(3)  Their  freight  tonnage  is  mainly  bulk  traffic.     Minerals, 
farm,  live  stock  and  forest  products,  for  the  most  part,  are  in- 
herently bulky,  and  are  especially  adapted  for  delivery  in  carload 
lots;    and  American  business   is   usually  conducted  on   such  a 
large  scale  that  even  manufactures  and  merchandise  frequently 
move  in  large  units.     Not  less  than  four-fifths  of  all  rail  traffic 
moves  in  carload  lots,  and  not  infrequently  whole  trainloads  of 
a  single  commodity  are  transported. 

(4)  The  average  freight  haul  is  unusually  long  in  the  United 
States.     The    typical    haul    of    all    the    railways    regarded    as    a 


DIAGRAM  NO.  4  -     RAILWAY  OPERATING  REVENUE  AND  How   IT  WAS    EXPENDED,  1912  -  1920 

(RAILWAYS  OF  CLASS  1) 
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does  not  show  a  distinct  northern  and  southern  territorial  group- 
ing. 

The  traffic  conditions  throughout  southern  territory  are  more 
uniform  than  those  of  the  eastern  territory,  and  yet,  as  is  shown 
in  the  accompanying  diagrams,  the  traffic  of  individual  lines 
varies  considerably.  There  are  those  that  connect  the  Mississippi 
valley  with  the  Gulf  ports;  those  that  operate  throughout  the 
South  and  connect  the  southern  and  eastern  territories;  some 
that  carry  cotton  to  the  south  Atlantic,  and  others  to  the  Gulf 
ports;  some  that  have  an  unusually  large  volume  of  lumber 
traffic;  and  others  that,  obtain  a  large  mineral  tonnage  in  the 
iron  and  coal  districts  of  Alabama,  Tennessee,  Kentucky,  Mary- 
land and  the  Virginias. 

Although  the  conditions  of  railroad  freight  traffic  vary  in 
different  parts  of  the  United  States,  certain  characteristics  that 
stand  out  prominently  through  the  entire  country  may  be  readily 
summarized: 

(1)  The  total  volume  and  density  of  freight  traffic  is  amaz- 
ingly large  in  all  traffic  regions  mentioned  and,  until  the  indus- 
trial depression  became  severe,  it  increased  rapidly,  although 
irregularly.  In  the  years  1914  to  1920  the  total  number  of  tons 


single  system  has  grown  from  260  miles  in  1914  to  313  miles  in 
1919.  It  is  more  than  three  times  the  haul  in  countries  such 
as  Germany,  Great  Britain  or  France. 

(5)  American    freight    car   capacities   are   unusually   large. 
The  average  capacity  of  all  freight  cars  in  1919  was  41.9  tons, 
and,  while  the  average  for  coal  cars  was  48.9,  many  ranged  from 
50  to  90  tons.     In  Europe  a  10-ton  "truck"  is  in  common  use  and 
a  20-ton  "wagon"  is  regarded  as  large.     The  actual  number  of 
tons  hauled  per  loaded  car  in  the  United  States  averaged  29.3 
tons  in  1920. 

(6)  The  trainloads  of  American  railways  are  three  and  four 
times  those  of  European  lines.     The  character  of  much  of  the 
freight  carried  in  the  United  States,  the  use  of  large  cars  and 
powerful  locomotives,  the  long  distances  to  be  covered,  the  large- 
scale  business  methods,  and  the  practice  of  concentrating  many 
of  the  great   staples   such   as  grain,   live   stock  and   cotton   in 
central  markets  before  shipment  to  their  final  markets  has  en- 
couraged heavy  trainloads.    The  average  trainload  of  freight  on 
class  I  roads  in  1920  was  unofficially  reported  as  having  been 
in  excess  of  700  tons.    The  tidewater  coal  carriers  sometimes 
haul  trains  consisting  of  100  cars  of  coal  averaging  from  7,500 
to  7,600  tons,  gross,  car  and  contents. 
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Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

MR.  SHIPPER :- 

The  NATCHEZ  ROUTE  is  specializing  in  reliable  service.  Its 
schedules  coordinated  with  those  of  its  connections  assure  continuous  through 
movement.  Absence  of  large  terminals  en  route  eliminate  delays  at  inter- 
change points  and  a  complete  system  of  passing  reports  enables  us  to  give 
you  prompt  information  about  the  movement  of  your  freight. 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN points  it  will  pay  you  to  investigate  the  service  via  this  new 
direct  route. 

Route  from  the  West  via  M.  K.  fit  T.,  K,  C.  S.,  S.  P.,  T.  &  P.  or  St.  L. 
S.  W.,  Shreveport,  La.,  St.  L.  S. -W.,  Stamps,  Ark.,  Frisco  or  Mo.  P.,  Hope, 
Ark.,  care  Natchez  Route. 

Route  from  the  East  via  L.  &  N.- Mobile  or  Southern  Railway  Hatties- 
burg,  care  Natchez  Route. 


Traffic  Department  Representatives: 


Carroll  H.  Smith. 
General  Ajent, 
419  Palmer  Bldj. 
Atlanta.  G«. 


C.  C.  Unf, 
Commercial  Af«nt. 
902  City  Bank  Bldf. 
Mobile.  Ala. 


TIME  LOCKS 


W.  S.  Cornell,  H.  R.  Whltinc.  R.  E.  McCrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldf.     622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma,  Okla.  Kan. a.  City,  Mo. 


HOUSTON,  TEXAS 


offer  the  safest  mechanical  security,  but 
greater  security  is  rightly  placed  in  the 
strong  character  and  established  repu- 
tation of  a  business. 

Our  integrity  cannot  be  tampered  with.     . 
MERCHANDISE  STORAGE  CO.,   INC. 

FOURTH  AVt.  AND  SIXTH  STRICT  BROOKLYN,  N.  Y. 


Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  Houie  of  Real  Service 
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Traffic  Deportment  to  Co-operate  In  Fretcht  Distribution 

Par  "SERVICE"  writ*  or  win 

APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MAG  ID.  PrMl<Unt 
South  P.t.r..  Th«H«,  South  Front  and  Erato  Straot* 


San  Francisco  Warehouse  Co.,  s.n%a™cro.  c.u£™i. 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  :n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traflk  »»rTlc.  Corporation,  Colorado  Building,  Washington,  D.  C. 


War  Tax  on  Shipments  "Arriving"  at  Destination  Prior  to  Janu- 
ary 1,  1922 

Illinois. — Question:  Relative  to  the  repeal  of  1918  act,  im- 
posing tax  on  charges  for  transportation  service,  effective 
January  1,  1922. 

Treasury  Decisions  3255  and  3256  hold  that  tax  shall  not 
;ippiy  In  cases  where  charges  are  "collect"  on  shipments  made 
before  but  arriving  at  destination  on  or  after  January  1,  1922. 

laterally,  it  would  appear  that  the  language  "arriving  at 
destination"  would  preclude  a  saving  of  the  tax  on  shipments 
arriving  at  outer  yards,  held  for  inspection  and  disposition, 
upon  which  charges  are  not  payable  until  after  inspection  and 
disposition  is  arranged  for. 

Take,  as  example,  a  car  of  grain  shipped  from  point  of 
origin  December  27,  consigned  to  shipper's  order,  notify  John 
Doe,  Chicago,  111.,  which  arrived  at  Bensenville,  111.,  (C.  M.  & 
St.  P.  Ry.,  outer  yard)  at  12  noon,  December  31.  Notice  of 
such  arrival  is  served  upon  the  consignee,  but  in  all  cases  the 
cars  are  brought  to  Galewood  Yard  for  inspection,  being  avail- 
able for  inspection  generally  within  12  to  24  hours  after  arrival 
at  Bensenville.  Due  to  late  arrival  on  Saturday  and  the  sub- 
sequent Sunday  and  holiday,  the  lading  could  not  be  inspected 
until  Tuesday,  January  3.  In  other  words,  it  could  not  be  dis- 
posed of  and  sent  to  its  final  or  actual  destination  within  the 
Chicago  district  until  after  midnight,  December  31. 

We  shall  be  glad  to  be  advised  whether  a  definite  ruling 
on  the  point  of  whether  or  not  the  tax  should  be  assessed  in 
this  instance  may  be  obtained. 

Answer:  While  no  doubt  a  literal  interpretation  of  the 
statement  in  Treasury  Decision  No.  3255  that  the  tax  does  not 
apply  in  cases  where  the  charges  are  collect  on  shipments  made 
before,  but  arriving  at  destination  on  or  after  January  1,  1922, 
would  preclude  the  saving  of  the  tax,  yet  in  view  of  the  prior 
statement  that  cases  will  arise  where  the  transportation  service 
will  be  only  partially  performed  before  January  1,  1922,  and 
the  fact  that  on  the  same  shipment,  if  charges  were  prepaid, 
the  tax  would  be  applied,  we  are  of  the  opinion  that  the  date 
on  which  the  transportation  service  is  completed  and  on  which 
the  charges  are  due  and  payable,  rather  than  the  moment  at 
which  the  shipment  arrives  in  the  terminal  yards  at  destination 
determines  the  question  as  to  whether  or  not  the  tax  must  be 
paid  on  the  shipment. 

We  are,  therefore,  of  the  opinion  that,  under  the  above  state- 
ment of  facts,  the  tax  is  not  collectible  for  the  reason  that  the 
transportation  service  had  not  been  fully  completed  prior  to 
January  31,  1922,  nor  were  the  freight  charges  due  and  payable. 

If  the  facts  covering  a  specific  shipment  are  submitted  to 
the  Treasury  Department  a  definite  ruling  can  be  obtained. 

Liability  of  Carrier  Under  Clear  Receipt 

Virginia. — Question:  A  shipment  originating  in  Germany 
was  not  examined  or  repacked  at  Baltimore.  A  new  bill  of 
lading  was  issued  for  the  same  shipment  to  a  point  constituting 
an  interstate  movement,  and,  upon  arrival  at  destination,  con- 
cealed damage  was  noted  by  the  consignee. 

Kindly  advise  whether,  in  your  opinion,  the  ocean  or  the 
inland  carriers  are  responsible  for  the  damage  and  to  what  ex- 
tent. If  there  is  a  ruling  by  the  Commission  or  court  decision 
on  a  movement  of  this  character,  kindly  quote  specific  reference 
thereto. 

Answer:  Where  goods  are  injured  in  transportation  the 
burden  is  on  the  plaintiff,  in  an  action  for  damages,  to  show 
that  the  goods  were  in  good  condition  when  delivered  to  the 
carrier,  that  is,  that  the  bad  condition  complained  of  resulted 
while  the  goods  were  in  the  carrier's  possession.  No  presump- 
tion exists  that  the  goods  were  in  good  condition  when  delivered 
to  the  carrier.  Where,  however,  the  bill  of  lading  recites  that 
the  goods  were  received  in  apparent  good  condition,  the  burden 
of  proof  is  on  the  carrier  to  show  that  they  were  not  in  good 
condition  when  received. 

As  the  shipment  did  not  move  on  a  through  contract  of 
shipment,  the  ocean  carrier  is  not  liable  for  damage  occurring 
after  the  goods  were  delivered  to  the  inland  carrier,  and  there- 
fore the  shipper  must  elect  which  carrier  to  sue.  If  the  des- 
tination carrier  proves  that,  notwithstanding  the  clear  receipt 


given  by  it,  the  goods  were  not  in  good  condition  when  received 
by  it  no  recovery  may  be  had  against  that  carrier  and  an  action 
against  the  ocean  carrier  would  then  be  necessary  in  order  to 
recover. 

Damages — Measure   of,    Where    Injured    Goods   Are    Sold    by 
Consignee 

Delaware. — Question:  Some  time  since  we  made  shipment 
of  a  carload  containing  steel  pipe  to  a  point  in  Kansas.  On 
arrival  of  the  shipment  a  number  of  pieces  of  this  pipe  were 
damaged  to  the  etxent  that  they  could  not  be  used  by  us  on 
that  operation  or  on  any  subsequent  operation  and,  in  our  opin- 
ion, were  of  no  value  except  as  scrap.  We,  therefore,  disposed 
of  the  damaged  material  to  the  best  advantage  and  entered 
claim  against  the  transportation  company  for  the  actual  cost  of 
this  pipe,  plus  the  freight  charges,  which  were  prepaid,  less  the 
amount  received  for  the  damaged  material. 

The  transportation  company  admits  liability,  but  after  con- 
siderable correspondence  they  claim  that,  inasmuch  as  they  at 
times  have  use  for  pipe  of  this  description,  they  should  have 
been  given  the  privilege  of  saying  what  disposition  was  to  be 
made  of  the  damaged  material.  They  further  claim  that  their 
company  could  have  used  it  to  advantage  and  would  have  been 
willing  to  allow  us  the  market  value  on  similar  material.  This 
would  have  increased  the  salvage  and  reduced  their  oss,  as  the 
amount  received  for  the  damaged  material  was  about  one-third 
of  what  they  claim  they  would  have  been  willing  to  give  for 
this  pipe. 

Our  claim  was  for  $564,  and  their  final  advice  that  they 
are  willing  to  adjust  for  $200  and  should  we  see  our  way  clear 
to  amend  to  these  figures  settlement  will  be  made  immediately. 
Otherwise,  all  papers  wil  be  returned  to  us  for  any  action  which 
we  may  desire  to  take,  which,  as  we  see  it,  means  action  in  court. 

Can  a  carrier  egally  decline  payment  of  a  just  claim  on 
the  ground  that  they  were  not  given  the  privilege  of  disposing 
of  the  salvage,  if  the  claimant  disposes  of  same  and  makes 
allowance  in  claim  for  the  full  amount  received  with  proof  to 
that  effect? 

Answer:  Where  goods  are  injured  in  transportation  it  is 
the  duty  of  the  consignee  or  owner  to  accept  the  shipment,  even 
though  damaged,  and  to  handle  as  best  he  can  to  minimize  the 
damage. 

While  the  burden  is  upon  the  consignee  to  prove  the  amount 
of  his  damage,  if  the  consignee  has  used  diligence  to  obtain 
the  best  price  from  the  sale  of  the  injured  goods,  we  do  not 
believe  that  the  fact  that  he  might  have  obtained  a  better  price 
from  a  particular  party  would  affect  the  measure  of  damages. 

Tracer  as  Notice  of  Claim 

Massachusetts. — Question:  In  the  issue  of  The  Traffic 
World  dated  Nov.  12,  1921,  I  note  you  replied  to  "Tennessee" 
that  you  know  of  no  decision  which  holds  that  a  mere  request 
on  the  part  of  the  shipper  that  carrier  trace  a  shipment  con- 
stitutes a  notice  of  claim. 

I  have  in  mind  shipments  moving  by  express.  Shortly  after 
the  Cleveland  meeting  of  the  National  Industrial  Traffic  League 
President  Taylor  of  the  American  Railway  Express  Company 
issued  a  notice  to  his  various  agents  that  a  written  request  for 
tracer  would  constitute  a  notice  of  claim. 

I  have  since  verified  this  and,  as  a  matter  of  fact,  the  Amer- 
ican Railway  Express  Company  have  adopted  a  standard  form 
for  shippers  to  use  when  requesting  tracers,  which  contains  a 
proviso  that,  in  the  event  the  express  company  is  unable  to 
prove  delivery,  such  a  notice  would  be  construed  as  a  notice 
that  claim  would  be  entered,  and  that  the  limitation  of  time 
for  presenting  the  claim  would  date  from  the  time  they  receive 
advice  from  the  express  company  that  the  goods  cannot  be 
located.  I  would  ask  if  the  above  does  not  cover  an  affirmative 
decision  with  regard  to  tracer  requests  constituting  a  notice 
of  claim. 

Answer:  If  a  carrier  is  willing  to  accept  a  tracer  and  treat 
it  as  a  notice  of  claim,  apparently  it.  may  do  so,  but  under  the 
decisions  of  the  courts,  with  one  or  two  exceptions,  a  tracer 
does  not  constitute  notice  thereof  and  the  failure  to  file  a  claim, 
even  though  the  carrier  has  been  requested  to  trace  the  ship- 
ment, has  been  held  to  be  a  defense  to  the  carrier. 

Routing — Duty    of    Carrier   to    Forward    via    Cheapest    Available 

Route 

Iowa. — Question:  A  shipper  receives  shipments  of  nursery 
stock  (dormant)  from  various  New  England  points  destined 
Shenandoah,  la.,  principally  from  Manchester,  Conn.,  and  ship- 
ments are  delivered  from  this  particular  town  to  N.  Y.  N.  H.  & 
H.  unrouted.  Shipments  invariably  move  via  some  standard 
rate  route  and  consignee  insists  on  carriers  protecting  differ- 
entrial  rates.  I  understand  the  Commission's  ruling  on  unrouted 
shipments,  but  nursery  stock  is  perishable  and  especially  during 
the  winter  months.  Would  this  not  seem  unreasonable  to  route 
such  shipments  via  the  differential  routes  on  such  a  class  of 
freight?  The  consignee  says  they  purposes  instruct  the  shipper 
not  to  route  shipments  so  differential  route  rates  will  have  to 


February  *.  1922 


THE    TRAFFIC    WORLD 


283 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego.  Los  Angeles  Harbor,  San  Francisco. 

Portland,  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "OSAGE"  .  .    From  the  Gulf— About  February  12th 
SS  "ALVARADO"       "        "      "       2nd  half  February 

SS-NYANZA"..      '       Late  February 

SS  "HOBOKEN 2nd  half  February 

A-l  STEAMER    .  .       "        "       "       let  half  March 

SS  "NYANZA"  .  .  From  Pacific  Coait— let  half  February 
SS  "DELCO"  ...        ' La«t  half  February 


THE  STEELE   STEAMSHIP  LINES,    Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

S*»olo  Bld(.  SWAYNE  4  HOYT.  Inc. 

n.  Totaa  4M  Sanlomi  St. 

San  Friailm,  CaJtf . 


St. 
N.w  York  Cltr 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Eatabli.h«d  In  1»M 

General  Transfer  and   Storage  Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

SpeciaJ  attention  given  Merchandise  Stocks, 
Storage  Account!  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


NCW  YOWJC 
BA1.T1MOU 


PMILADMLPHIA 

PORTLAND.  Ml 


OUEZN3TOWN 
PXYMOUTM 
LONDON 
LONDONDCRRY 

oojtaouRc 


ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

f  >n»«r  r  on*?  iMport  frflgkl  5*<pmon 
COMPANY1*  OrriCCS.  Cmutr*  ••UelBf  .  CHICAGO 
8.  W.  Co*.  PoaiWui  »m4  Raniilph  »ta.  T 


BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 
DANZIG 


MM 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agentt: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

Genera/  Agentt:  Hamburg-  American  Line 

American  -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Bootoa  Phllm.  Now  York 

SJ.  VIRGINIAN     .....................  Feb.    4  Feb.    2 

8A  IOW  AN     ..................     Fee.    4  .......  Feb.    » 

S.S.    NKIIKASKAN                                      Fob.  11  Feb.  li 

B.8.  TEXAN     .........................  Feb.  IS  Feb.  M 

8.8.  AMERICAN      ..............      Feb.  »  .......  M»r.  2 

Sailings    every    Thursday    from    New    York,    every 
other  Saturday   from   Boston  and   Philadelphia, 
,    and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

D.  S.  Pacilc  CM*  P.rU  U  the  Principal  Poru  of  the  United 
Klncdom    and    Continent  —  Direct    Fort- 

H.ihnu 


Joint  Service*  with 

Hamburg- American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

•.•.GEORGIAN    ...Feb.     4 

S.B.   tHANSA        Feb.     f 

8.8.    •MOI'NT    CLINTON    ..Feb.   1C 

8,8.  t  WrERTTEMBERG      .  . .  Feb.  2] 

8*.  'MOUNT    CLAY     M.r.     I 

8.8.  tBAYERN     Mar.     I 

•Carrie*   third-rlau   paooencen. 

tCabla   mmt    third-clau   nioajinni 

LOADING  PIER  It.  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

8.8.  OREGONIAN     (ria     Baltimore) Ftk.lt 

8.8.  8l'l)BrKY     (via     Baltimore     .nd     Norfolk) Mar.  7 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  CALLI8TO    Ola    Baltimore   and    Norfolk)     .             ...Feb.     » 
8.8.  THEMIHTO    (via    tUltimorn     Mar.  14 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CALLIBTO    (ria    Norfolk)    Fob.  U 

8.8.  iiKr<;iiM\s        ...Feb.  27 

8.8.  81  -Hill  10       ...    Norfolk) Mar.  IS 

•••.  THEMI8TO     Mar.  22 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CALLIBTO     Fob.  11 

8.8.  8UDBURT     Mar.  18 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

B.8.  >ACH8ENWALO Karlr    February 

8.8.  AD  A  LI  A      Early     March 

Tkromck  bllli  of  ladlp(  rla  Hambar*  laraod  U  all  Bca«eliurUn 
•W  Baltic  Port* 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Peum.    B«J.wan-Dell.    Pert    Bwettenha*.    Blncaporo.    B.l.ri.. 
BaBiranc.   Boiiakeym 

8.8.  WEST   CANON    Fob.  1* 

Loaolnc    Plor    II.    Poai-k    Torainal.    Clifton.    8.    L 

NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT, 

Tt  MS.   MALTA,   ALEXANDRIA   AND 

SYRIAN  COAST  PORTS 

•A  WEST   CANON    Fob.  1* 

Lcaelfte    Pier    SI.    Peach    Termi.al.    Clifton.    H.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone    WHITEHALL    112* 

WESTERN   FREIGHT  OFFICE 

Chlraco.    127   South    LaSalle   Street  Phono   Wabalh   Mtl 

BRANCH    OFFICES 

Booton.   4*  Central   Btroot  Phone   Fort   Hill  SH4 

rhil.delphia.    Bour.r    Illdf.  Phono    Lombard  7*50 

l-ilt.hurih.   Ollror   Illdr  Phono  Grant   7431-2 

GENERAL    PACIFIC    COAST    AGENTS 
William*.   Dlmond  *  Co..  lit  Banoome  St..  Baa   Pranrtaco 
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be  protected.    Has  the  Commission  ruled  on  a  matter  of  this 
kind? 

Answer:  We  know  of  no  opinion  or  ruling  which  would 
permit  or  authorize  carriers  to  deviate  from  the  rule  that  un- 
routed  shipments  must  be  forwarded  via  the  cheapest  available 
route  because  of  the  more  or  less  perishable  nature  of  commod- 
ity shipped. 

Carload  Rate  for  Carload  Service 

New  York.— Question:  On  February  3,  1921,  one  of  our 
construction  men  connected  with  a  sub-office  returned  19,000 
pounds  of  roofing  material  from  Greenville,  S.  C.,  to  Atlanta, 
Ga.,  and  upon  his  request  the  Southern  Railway  furnished  him 
the  car  in  which  to  load  same  from  private  siding. 

The  shipment  was  described  on  the  bill  of  lading,  as  one 
car  roofing  material,  19,000  pounds,  and  upon  checking  over  the 
freight  charges  assessed  we  note  that  a  saving  of  $44.45  would 
have  been  accomplished  had  the  shipment  been  billed  as  a  less- 
than-carload  shipment  at  the  less-than-carload  rate  as  per  the 
attached  copy  of  cairn  form. 

We  have  had  considerable  correspondence  with  the  claim 
department  and  the  general  freight  department  of  the  Southern 
Railway  System,  but  have  been  unable  to  convince  them  of  the 
justice  of  refunding  the  amount  which  we  feel  is  overcharged, 
although  we  have  referred  them  to  their  ferry  car  tariff,  which 
provides  that  a  car  will  be  furnished  to  a  shipper's  siding  for 
loading  of  shipments  of  12,000  pounds  or  more  to  one  station 
and  one  consignee. 

The  railway  authorities  claim  that  less-than-carload  ship- 
ment must  be  marked  and,  inasmuch  as  every  package  in  this 
shipment  was  not  marged  with  consignee's  name  and  destina- 
tion, we  are  not  entitled  to  the  less-than-carload  rate.  Although 
they  claim  that  rule  6,  section  1,  of  the  Southern  Classification,  is 
their  authority  for  the  assessment  of  the  caroad  rate,  it  is  a 
known  faet  that  even,  if  the  individual  items  were  specified,  the 
carrier's  agent  would  not  have  checked  each  individual  item 
for  verification  of  its  mark. 

Can  you  cite  some  ruling  or  law  favorable  to  our  argument, 
as  we  certainly  feel  we  should  be  entitled  to  the  cheaper  basis 
of  rate  and  charges? 

Answer:  The  Commission  has,  in  its  opinion  regarding  the 
question  as  to  whether  or  not  a  given  shipment  was  or  was  not 
entited  to  the  carload  rate,  particularly  emphasizing  the  fact 
that,  in  making  less-than-carload  shipments,  if  the  shipper  orders 
a  car  for  loading  but  wants  the  carrier  to  treat  his  shipments  as 
an  L.  C.  L.  shipment,  and  not  as  a  carload  shipment,  he  must 
comply  with  the  marking  rules  of  the  classification,  Therefore, 
unless  a  shipment  is  properly  marked  or  occupies  the  visible 
capacity  of  the  car,  making  marking  unnecessary,  or  a  notation 
is  made  on  the  bill  of  lading  or  such  other  notice  as  would  be 
sufficient  to  call  the  attention  of  the  farrier  to  the  fact  that  a 
less-than-carload  shipment  is  intended,  the  carload  rate  may 
properly  be  applied. 

Liability  of  Shipper  to  Consignee  for  Unreasonable  Freight 

Charge 

Louisiana. — Question:  During  May,  1920,  we  ordered  a  ma- 
chine from  a  firm  in  Boston,  Mass.,  showing  routing  as  simply 
"freight."  The  shipper  shipped  this  machine  in  July,  1920,  by 
a  freight  forwarding  company,  which  carried  it  in  a  consolidated 
car  to  Chicago,  and  there  it  was  delivered  to  the  C.  B.  &  Q.  for 
forwarding  to  New  Orleans. 

The  delivering  carrier  assessed  freight  from  us  at  the  rate 
from  Chicago  to  New  Orleans  in  effect  September  13,  1920,  date 
on  which  the  forwarding  company  delivered  the  shipment  to 
the  C.  B.  &  Q.  Later  the  delivering  carrier  rendered  an  under- 
charge bill  of  $64,  representing  advances  paid  by  the  C.  B.  &  Q. 
to  the  forwarding  company.  They  quote  Item  10  of  C.  B.  &  Q. 
general  rules  G.  F.  O.  No.  3457-H  as  their  authority  for  disre- 
garding rule  8  of  the  classification. 

Will  you  please  advise  if  C.  B.  &  Q.  G.  F.  O.  3457-H  is  a  legal 
tariff  on  file  with  the  Interstate  Commerce  Commission,  and  if 
the  C.  B.  &  Q.  have  the  right  to  advance  charges  to  the  for- 
warding company? 

Secondly,  if  the  shipper  had  the  right  to  forward  the  ship- 
ment by  a  forwarding  company,  if  charges  when  routing  this 
way  are  twice  as  much,  than  if  shipment  were  routed  via  com- 
mon carrier? 

Thirdly,  if  the  delivering  line  can  force  the  consignee  to 
pay  overcharges  resulting  from  error  of  the  shipper  in  mis- 
routing? 

Fourthly,  of  charges  from  Chicago  to  New  Orleans  should 
be  based  on  the  rates  in  effect  prior  or  subsequent  to  the  in- 
crease under  Ex  Parte  74? 

Answer:  Item  10,  C.  B.  &  Q.  G.  F.  O.  3457-H,  I.  C.  C.  14090, 
carries  the  following  clause:  "Charges  directly  incidental  to  the 
transportation  of  freight  may  be  advanced  to  connecting  rail- 
ways, shippers,  transportation  companies,  warehouses  or  storage 
houses,  but  only  on  such  freight  as,  in  the  estimation  of  the 
agent,  is  worth  in  excess  of  the  freight  and  charges  at  forced 
sale.  The  cost  of  the  articles  shipped,  or  any  part  thereof,  must 
not  in  any  case  be  advanced.  Drayage  other  than  between  depots 
will  not  be  considered  a  transportation  charge." 

It  is  true  Rule  8,  Consolidated  Freight  Classification,  prft 


vides  that  no  such  charges  will  be  advanced  by  the  carrier  to 
a  shipper  or  an  agent  of  a  shipper,  but  inasmuch  as  the  C.  B.  & 
Q.  have  published  their  individual  rules  and  filed  the  same  with 
the  Commission  we  would  understand  the  same  to  be  operative, 
regardless  of  the  classification  provision  to  the  contrary. 

We  assume  from  your  statement  that  had  the  shipper  billed 
your  machine  direct  from  Boston  to  New  Orleans  it  would  have 
cost  approximately  one-half  the  freight  charges  that  accrued 
when  the  same  was  forwarded  by  a  forwarding  company,  as  this 
shipment  was.  You  ask  us  to  advise  if  the  shipper  had  the 
right  to  use  the  forwarding  company  instead  of  billing  direct. 
While  a  forwarding  company  who  receives  goods  for  transit, 
issues,  bills  of  lading,  makes  contracts  in  his  own  name  with  a- 
railroad  company  for  carriage,  is,  as  to  a  person  with  whom  he 
contracts  for  the  delivery  of  goods,  a  common  carrier  and  liable 
as  such,  if  you  instructed  the  shipper  to  forward  your  goods 
in  the  most  economical  manner  and  he  failed  to  do  so,  or  if 
you  gave  no  shipping  instructions  and  he  of  his  own  choice 
sought  the  services  of  a  forwarding  company,  and  in  so  doing 
caused  an  unreasonable  excess  in  freight  charges  to  you,  our 
view  is  that  this  matter  should  be  handled  by  you  with  your 
shipper  on  the  basis  of  your  private  contractual  rights. 

The  carrier  has  no  interest  in  the  dispute  where  the  mis- 
route  was  caused  by  either  the  shipper  or  the  consignee.  It 
is  entitled  to  its  lawful  freight  charges  applicable  via  the  route 
the  shipment  moved  and  may  collect  same  from  either  the  con- 
signor or  consignee. 

There  being  no  "in  transit"  arrangements  on  a  shipment 
moving  carload  into  Chicago,  there  taken  possession  of  by  the 
consignee,  and  thence  forwarded  by  such  consignee  from  Chi- 
cago, your  shipment  must  be  treated  as  a  new  consignment  from 
Chicago  and  subject  to  rates  in  effect  on  the  date  it  was  re- 
ceived by  the  carrier  for  forwarding  to  New  Orleans.  If  for- 
warded from  Chicago  after  August  25,  1920,  it  is  subject  to  the 
Ex  Parte  74  increase. 

Reconsignment — Only  One  Change   in   Destination   Permitted 

Ohio. — Question:  A  shipment  of  lumber  moving  from  A  to 
C  and  was  billed  from  A  to  B,  and  reconsigned  at  B  to  C.  Car 
arrived  at  C.  Consignee  requested  car  delivered  on  arrival  at 
C,  to  his  customer,  who  was  located  within  the  switching  limits 
of  station  C.  Carrier  now  claims  that  they  are  entitled  to  the 
industrial  switching  charge  to  siding  of  delivery. 

If  car  had  been  billed  from  A  to  C,  car  could  have  been 
delivered  to  siding  without  any  charge,  but  they  claim,  inasmuch 
as  car  was  reconsigned  in  transit,  that  it  was  not  entitled  to  be 
switched  without  the  industrial  switching  rate.  Car  was  not 
placed  on  team  track  for  delivery  on  arrival,  as  instructions 
placed  prior  to  arrival  of  car  to  be  delivered  to  customer's 
siding.  Is  the  carrier's  contention  correct? 

Answer:  The  trouble  with  this  shipment  is  that  it  had  two 
changes  in  destination,  the,  first  at  B  calling  for  a  change  in 
the  destination  from  B  to  C;  the  second,  while  car  was  in  tran- 
sit to  C,  calling  for  delivery  at  D  (this  destination  being  the 
private  siding  of  the  ultimate  consignee).  Rule  5  of  the  Uni- 
form Reconsigning  Rules,  paragraph  (a),  provides  that  only 
one  change  in  destination  will  be  permitted,  except  that  if  the 
consignor,  consignee  or  owner  requests  a  subsequent  change, 
necessitating  movement  of  the  car,  the  shipment  will  be  treated 
as  a  reshipment  from  point  of  reforwarding,  and  will  be  charged 
at  the  tariff  rate  therefrom,  plus  reconsigning  charge. 

Applying  this  rule  to  your  case,  the  one  change  in  destina- 
tion authorized  under  rule  5-a,  was  that  occurring  at  B.  The 
"subsequent  change,  necessitating  movement  of  the  car,"  was 
that  involved  in  changing  the  movement  from  consignee  at 
C  to  the  consignee's  customer  at  D,  even  though  the  consignee 
and  his  customer  were  located  in  the  same  general  destination. 
The  subsequent  change  involved  a  movement  of  the  car,  which 
would  not  have  been  made  had  it  been  unloaded  by  the  con- 
signee at  C. 

The  result  is  that  this  extra  movement,  caused  by  the  "sub- 
sequent change"  is  treated  as  a  reshipment  from  point  of  re- 
forwarding.  The  point  of  reforwarding,  we  understand  to  be 
that  where  the  course  of  the  car  was  changed  from  the  route 
which  would  have  taken  it  to  consignee  at  C,  to  the  route  lead- 
ing to  the  consignee's  customer.  The  switching  charge  from 
this  point  to  the  customer's  place  of  unloading  is  properly  ap- 
plicable. 


GREAT  NORTHERN   BONDS 

The  Great  Northern  has  been  authorized  by  the  Commission 
to  issue  $30,000,000  of  general  mortgage  5%  per  cent  gold  bonds, 
to  be  sold  at  not  less  than  93%  per  cent  of  par  and  accrued 
interest,  the  proceeds  to  be  used  for  capital  purposes.  The 
company  represented  that  in  oder  to  serve  the  public  adequately 
and  safely,  it  was  necessary  for  it  to  make  expenditures  during 
the  calendar  year  1922  for  the  following  purposes:  Payment  of 
$15,000,000  loan  to  the  United  States;  redemption  of  $2,800,000 
of  first  mortgage  bonds  of  the  Minneapolis  Union  Railway  Co.; 
purchase  of  equipment,  $4,170,000;  and  additions  and  better- 
ments, $7,215,000;  making  a  total  of  $29,185,000.  In  order  to 
provide  funds  for  the  above  purpose  the  company  will  issue  and 
sell  the  bonds. 
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Three  Way  Freight  Service 

There  are  three  distinct  phases  to  export  transportation.  They  are  service  to 
the  port,  through  the  port  and  beyond  the  port.  All  three  are  made  to  co-ordinate 
to  such  an  extent  at 

The  Port  of  Galveston 

that  no  other  port  touches  this  for  general  efficiency  or  quickness  of  dispatch. 
Rail  service  via  four  trunk  lines  and  their  connections  assure  transportation  to  the 
port;  the  finest  system  of  deep  water  terminals  in  the  country  guards  against 
delays  to  traffic  passing  through  the  port,  while  steamship  lines  running  to  nearly 
every  country  in  the  World  take  care  of  the  transportation  beyond  the  port. 

"Follow  the  line  of  least  resistance — and  ship  through  Galveston." 
For  rates,  data  and  literature,  address 


TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION, 

Galveston,  Texas 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


CHICAGO  MERCHANDISE  WAREHOUSES 

Editor  The  Traffic  World: 

Firms  nationally  known  and  abroad  are.  not  those  that  have 
confined  themselves  to  a  limited  territory  but  unceasingly  have 
searched  for  new  territory  in  which  they  found  a  demand  for 
their  product  or  in  which  a  demand  could  be  created.  To  most 
business  men  the  idea  of  branching  out  into  new  fields '  appears 
to  be  too  great  an  undertaking,  principally  due  to  the  belief  that 
it  requires  much  capital  and  distraction  of  their  attention  re- 
quired at  the  main  headquarters;  yet  a  vast  amount  of  busi- 
ness is  lost  in  various  sections  of  the  country,  because  of  local 
competition,  especially  the  greater  expense  in  freight  and  delay 
in  deliveries. 

The  opportunity  today  to  increase  your  field  is  better  than 
it  ever  was.  Means  of  transportation  are  being  improved  con- 
tinually, communication  is  better,  and  organized  trade  associa- 
tions of  every  nature,  intermingling  and  assisting  one  another, 
and  a  generally  broader  manner  of  conducting  business,  all  act 
as  material  aid  in  the  project  of  establishing  branches.  But  the 
one  most  important  factor  is  the  modern  merchandised  ware- 
house. This  institution  has  done  more  in  the  way  of  serving 
as  a  branch  for  distant  firms,  because,  without  any  outlay,  a 
manufacturer,  jobber,  or  broker  simply  consigns  a  certain  amount 
of  his  stock  to  the  selected  warehouse,  best  located  to  serve  the 
prospective  trade.  With  the  facilities  of  a  reliable  merchandise 
warehouse,  orders  are  filled  accurately  and  promptly,  so  that 
whether  your  headquarters  are  in  New  York  or  San  Francisco, 
you  are  in  the  same  position  with  the  local  competitor. 

To  branch  out  using  a  merchandise  warehouse  as  your  dis- 
tributing station  neither  requires  investment  in  real  estate,  bind- 
ing yourself  with  long  leases,  or  the  carrying  on  your  pay-roll 
a  number  of  various  kinds  of  employes.  During  dull  seasons 
when  your  stock  is  low  your  expense  drops,  so  that,  in  most 
cases,  the  carrying  cost  is  less  than  at  your  own  plant,  which 
is  a  fixed  expense  whether  or  not  the  space  is  fully  occupied  at 
all  times. 

Merchandise  warehouses  are  usually  located  on  railroads, 
which  can  render  the  most  adequate  service  in  receiving  and 
delivering  of  freight  of  every  nature.  The  buildings  are  so  con- 
structed as  to  reduce  the  fire  hazard  as  much  as  possible.  Haz- 
ardous merchandise  is  isolated  from  the  less  risky  kind,  thereby 
giving  the  warehouse  patron  fire  protection  at  the  lowest  possible 
rate.  The  modern  buildings,  as  a  rule,  are  sprinkled  and  equipped 
with  the  best  watch  and  fire  alarm  service.  The  floor  load  ca- 
pacity is  usually  of  the  heavy  type.  You  will  also  find  late  de- 
vices for  the  handling  of  heavy  freight,  trained  able-bodied  men, 
large  loading  and  unloading  platforms. 

Chicago  can  boast  of  having  some  of  the  finest  merchandise 
warehouses  in  the  country,  due  to  the  important  geographical 
position  as  a  distributing  point,  commonly  known  as  the  great 
central  market.  It  is  the  greatest  railroad  center  in  the  world. 
It  has  over  one  hundred  miles  of  water  front.  Surrounded  by 
fertile  and  thriving  agricultural  sections,  vast  commercial,  in- 
dustrial, and  financial  activity,  as  well  as  numerous  other  ad- 
vantages, make  it  indispensable  as  a  point  of  distribution.  There 
are  also  a  number  of  other  projects  planned,  such  as  The  Great 
Lakes  and  St.  Lawrence  waterway,  and  the  Great  Lakes  to  the 
Gulf  waterway.  It  can  easily  be  realized  what  the  consumma- 
tion of  these  projects  will  mean  to  Chicago  shippers.  With  its 
unlimited  resources,  Chicago  has  made  the  greatest  stride  in 
area,  population,  and  various  other  activities  because  of  the  in- 
trinsically valuable  position. 

The  writer,  with  over  twenty  years  of  merchandising  ex- 
perience and  now  operating  the  Crooks  Terminal  Warehouses  in 
Chicago,  had  the  pleasure  to  observe  the  actual  success  of  a  great 
many  firms  which  entered  the  central  and  western  field,  using 
Chicago  as  their  supply  branch  and  a  competent  merchandise 
warehouse  as  the  distributor.  Saving  alone  in  freight  expense  is 
a  vital  factor;  shipping  the  stock  into  the  warehouse  as  a  car- 
load, at  a  carload  rate  and  re-shipping  in  less  than  carload  lots 
at:  the  less  than  carload  rate.  Many  of  the  well  located  ware- 
houses enjoy  the  L.  C.  L.  shipping  facilities,  enabling  them  to 
make  such  shipments  to  any  trunk  line  without  the  expense  and 
disadvantages  of  carting.  Through  rates  on  various  food  and 
staple  products  are  also  enjoyed,  permitting  the  shipper  to  stop 
his  freight  at  Chicago  for  a  period  of  from  six  to  twelve  months, 
then  shipping  beyond  at  the  through  rate  of  freight. 

The  modern  merchandise  warehouse  will  receive  goods,  store 
and  re-ship  them,  prove  a  great  saving  in  freight  expense,  issue 
negotiable  receipts  which  may  be  used  as  collateral,  in  some 


cases  advance  money  on  the  stock  in  storage,  if  necessary  rent 
floor  space  by  the  month  or  year  with  or  without  labor  present- 
ing to  one  the  opportunity  to  establish  himself  with  practically 
no  investment. 

H.  D.  Crooks, 

Crooks  Terminal  Warehouses. 
Chicago,  111.,  Jan.  30,  1922. 


REFUND  OF  WAR  TAX 

Editor  The  Traffic  World: 

In  regard  to  the  refund  of  tax  on  transportation  charges, 
section  1316,  of  the  revenue  act  of  1921,  which  reads: 

All  claims  for  the  refunding  or  crediting  of  any  internal  revenue 
tax  alleged  to  have  been  erroneously  or  illegally  assessed  or  collected. 
or  any  penalty  alleged  to  have  been  collected  without  authority,  or  of 
any  sum  alleged  to  have  been  excessive  or  in  any  manner  wrongfully 
collected,  must  be  presented  to  the  Commissioner  of  Internal  Revenue 
within  four  years  next  after  payment  of  such  tax,  penalty  or  sum. 

Under  regulations  of  the  Bureau  of  Internal  Revenue,  all  claimants 
who  have  claims  pending  on  or  after  January  1,  1922,  or  who  file  claims 
on  or  after  January  1.  1922,  for  refund  of  tax  on  transportation 
charges,  must  file  such  claims  on  I".  S.  Treasury  Department  Form  46 
(to  which  this  certificate  must  be  attached),  with  the  Commissioner  of 
Internal  Revenue,  Washington,  D.  C.,  within  four  years  from  time  tax 
was  paid,  claim  being  haired  by  statute  of  limitaticns  if  received 
after  such  time. 

I  think  the  average  claimant  in  handling  claims  on  which 
tax  is  involved  with  the  overcharge,  will  find  this  more  burden- 
some for  refund  of  tax  on  transportation  charges  than  has  ever 
been  put  to  the  claimant  before.  For  an  example,  a  short  time 
ago  we  filed  a  claim  for  $37.40  against  one  of  the  carriers  and 
we  are  in  receipt  of  a  check  today  for  $37.34.  The  six  cents  tax 
was  deducted  from  the  $37.40  and  we  were  sent  a  form  by  the 
carrier  with  whom  we  filed  claim  regarding  the  six  cents  tax, 
which  is  to  be  sent  to  the  Commissioner  of  Internal  Revenue, 
Washington,  D.  C.,  for  collection.  Anything  to  cause  a  lot  of 
red  tape  and  burdensome  to  the  claimant  who  has  been  over- 
charged by  the  carrier  for  which  he  files  claim  including  war 
tax. 

The  writer  looks  at  it  in  this  way:  The  transportation  com- 
panies or  the  government,  whoever  initiated  this  proposition, 
could  have  made  it  a  little  more  convenient  for  the  claimant 
than  the  way  they  are  handling  matters  now,  under  section  1316 
of  the  revenue  act  as  stated  in  this  letter.  The  writer  figures 
that  there  would  have  been  no  harm  in  filling  out  the  form  for 
the  tax,  but  this  form  could  accompany  claim  at  the  time  it 
was  sent  to  the  carriers  and  they  could  have  paid  the  full  amount 
of  claim,  and  in  turn  could  have  got  their  money  from  the  gov- 
ernment on  presentation  of  the  forms  filled  out  and  paid  by 
them  to  their  claimants.  The  average  claimant  is  not  going  to 
send  to  Washington  for  an  overcharge  of  a  few  cents  on  war 
tax  and  by  letting  this  small  item  go  will  mean  a  good  many 
thousand  dollars  that  rightfully  belong  to  the  claimants  that  will 
not  be  paid  on  account  of  the  amounts  being  so  small  and  so 
much  red  tape  to  go  through  for  the  small  amount  of  war  tax 
it  looks  to  us  like  different  arrangements  could  have  been  made 
so  the  claimants  could  have  got  the  war  tax  that  was  rightfully 
due  them,  without  this  extra  filling  out  of  papers  to  be  sent  to 
Washington,  D.  C. 

W.  M.  Dutton  &  Sons  Company, 
C.  J.  Olson.  Traffic  Manager. 

Hastings,  Neb.,  Jan.  25,  1922. 


EXPRESS  COMPANY  SERVICE 

Editor  The  Traffic  World: 

With  reference  to  letter  dated  January  10  written  by  E.  L. 
Williams,  traffic  manager  of  the  Southern  Drug  Co.,  and  pub- 
lished in  The  Traffic  World  of  January  21,  1922:  Treating  this 
in  general,  there  are  two  important  questions  for  consideration: 

First — Is  it  proper  for  an  express  company  to  limit  its  hours  of 
pickup  service? 

Second — If  so.  what  should  the  limit  be? 

As  to  the  first,  speaking  for  the  American  Railway  Express 
Company,  we  have  approximately  20,000  vehicles  engaged  In 
pickup  and  delivery  service.  The  districts  covered  by  these 
vehicles  are  necessarily  well  defined  and  arranged  to  permit  calls 
being  regularly  made  on  shippers  who  use  express  service  daily, 
with  sufficient  leeway  to  take  care  of  special  calls.  The  wages 
of  express  employes  are  fixed  by  the  government  through  the 
Labor  Board  and  an  eight-hour  day  with  punitive  overtime  is 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttomt  Houte  Broker*,  Forwarding 
and  Clearing  Houtc  Agent i 

LAREDO,  TEXAS 

Branch..  In  all  Principal  CitW  In  th«  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


The  Kansas  City  Southern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 


.S^ — ropeka""^;) 


.  _SULPHUR 
{WSILOAM    SPRINGS 
J<flwESTVILLE 


PANAMA 
.SHADY   POINT 


XARKAMA 

.yre 

c*boo 


MMM».L 


Bolivar 

Guff     of      Mejctc 


NORTHBOUND  TRAFFIC 

Kansas  City  Southern  short  line  from  all  points  on  its  line,  also 
from       NEW  ORLEANS,  HOUSTON,  GALVESTON 
all  points  East  Texas  and  Louisiana 

TO  KANSAS  CITY 

One  Through  Manifest  Train  from  Port  Arthur,  Beaumont  and 
Lake  Charles  each  day,  making  third  morning  delivery  in  Kan- 
sas City. 

Two   Through   Manifest   Trains   from    points    Shreveport   and 
north,  making  second  day  delivery  in  Kansas  City. 
We  are  the  largest  handlers  of 

RICE,  SUGAR,  COFFEE 

from  this  producing  territory  to  Kansas  City  and  points  beyond 
and  via  our  various  connections  south  of  Kansas  City  to  their  dis- 
tributing territory.  Special  attention  given  to  these  commodities. 

ROUTE  YOUR  TRAFFIC  CARE 

The  Kansas  City  Southern  Ry. 

H.  A.  WEAVER.  C.  P.  A.  J.  F.  HOLDEN,  Vlc.-Pr... 

Kant*.  City,  Mo.  K.n...  City.  Mo. 
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provided.     These  facts  are  sufficient,   I  believe,  to  explain   the 
reasonableness  of  a  time  limit  for  pickup  service. 

As  to  the  second  question,  the  limit  adopted  by  this  com- 
pany is  five  p.  m.  and  the  eight-hour  day  again  applies.  Further, 
many  business  houses  close  at  that  hour  or  shortly  thereafter, 
and  If  the  limit  were  changed  to  six  p.  m.  or  later,  it  would 
cause  a  duplication  of  service,  as  many  firms  would  not  be  agree- 
able to  pick  up  between  five  and  six.  Railroad  freight  houses  close 
universally  at  four  p.  m.,  or  earlier,  and  the  five  p.  m.  limit  allows 
a  reasonable  time  for  the  preparation  of  express  after  freight 
shipments  have  been  prepared  and  started  on  their  way  to  the 
freight  houses.  The  express  company  accepts  business  at  Its 
depot  offices  at  all  hours  such  offices  are  open,  so  that  the  ship- 
per is  not  deprived  of  service  if  his  shipments  are  of  sufficient 
importance  to  warrant  being  sent  to  the  depot  offices,  which  are 
as  a  rule  located  at  or  near  passenger  stations,  and  therefore  are 
reasonably  convenient. 

The  adoption  of  the  plan  suggested  of  alternative  express 
rates  with  and  without  wagon  services  would  without  doubt  tend 
materially  to  reduce  the  efficiency  of  the  express  service  and 
would  result  in  congestion  at  the  larger  cities  and  require  stor- 
age facilities  much  in  excess  of  those  now  maintained  and  would 
Involve  storage  charges.  Further  confusion  would  be  caused 
from  the  fact  that  shippers  would  not  know  the  wishes  of  con- 
signees as  to  manner  of  delivery.  If  one  studies  the  reasons  for 
the  growing  demand  for  store-door  delivery  of  L.  C.  L.  freight, 
he  can  quickly  realize  the  impracticability  of  the  suggestion 
made. 

The  attention  of  our  local  operating  people  has  been  called 
to  this  complaint  and  I  have  no  doubt  they  can  make  some  ar- 
rangement with  theiSouthern  Drug  Company  whereby  its  ship- 
ments can  be  moved  without  delay  and  without  involving  a  later 
pickup  than  we  now  give. 

J.  H.  Butler,  Manager,  Loss  and  Damage  Dept., 
American  Railway  Express  Co. 

New  York,  N.  Y.,  Jan.  25,  1922. 


COMPETITION  BY  GOVERNMENT 

Fditor  The  Traffic  World: 

I  have  just  read  your  editorial  headed  "Competition  by  Gov- 
ernment," and  cannot  refrain  from  expressing  to  you  my  com- 
mendation of  it.  You  are  everlastingly  right.  The  railroads 
should  fight,  and  fight  openly,  every  effort  to  subsidize,  directly 
or  indirectly,  any  system  of  transportation  with  which  they  com- 
pete. Their  reluctance  to  do  so  implies  either  a  lack  of  knowlege 
of  the  extent  of  the  public  interest  in  the  matter,  or  a  determina- 
tion not  to  meet  the  issue  openly.  It  is  obvious  from  the  reports 
which  occasionally  seep  out  through  underground  channels  from 
Washington,  that  they  are  actively  engaged  in  preventing  the 
passage  of  legislation  detrimental  to  their  interests.  They  are 
probably  strong  enough  in  Washington  to  influence  legislation 
in  their  favor.  But  what  good  does  this  course  of  action  do 
them?  The  killing  or  defeating  of  any  proposed  legislation  which 
they  deem  detrimental  to  themselves  is  immediately  taken  up  by 
the  press  generally,  who  are  ever  alert  to  damn  the  lobby  system 
of  controlling  legislation,  with  the  result  that  public  opinion  of 
the  railroads  becomes  worse  and  worse  as  time  goes  on.  What 
the  carriers  should  do  is  to  get  out  in  the  open  and  fi.ght.  The 
publicity  they  get  in  this  manner  will  certainly  be  more  favor- 
able to  them  than  that  which  is  received  through  the  practice 
of  lobbying  for  what  they  want.  They  will  make  enemies,  of 
course,  but  they  will  make  a  whole  lot  more  friends.  The  world 
loves  a  sincere  fighter.  Let  them  do  battle  in  the  open  and  they 
will  be  surprised  at  the  volume  of  cheering  emulating  from  the 
side  lines. 

The  railroads  today  are  an  efficient  transportation  medium. 
If  there  is  any  subsidizing  to  be  done  why  not  do  it  in  their 
favor?  To  subsidize  a  system  of  transportation  which  is  in  direct 
competition  with  our  steam  railroads  is  unjust,  morally  and 
economically.  The  biggest  tax  payer  in  the  United  States  today 
is  the  American  railroad.  A  subsidized  water  transportation 
will  naturally  participate  in  direct  competition  with  the  rail  lines. 
There  is  only  one  way  to  raise  the  funds  necessary  to  pay  a  sub- 
sidy and  that  is  by  taxation.  You,  therefore,  have  the  spectacle 
of  compelling  one  branch  of  transportation  capable  of  self  support 
supporting  through  taxation  its  competitor  who  is  unable  to  sup- 
port itself.  The  American  merchant  marine  is  a  striking  example 
of  this.  The  railroads  were  taxed  hundreds  of  millions  of  dollars 
to  create  it.  To  put  this  fleet  in  the  coast  to  coast  trade  through 
the  Panama  Canal  in  direct  competition  with  our  railroads,  is 
giving  the  railroads  the  rawest  kind  of  deal.  To  top  that  off 
by  permitting  vessels  the  use  of  the  Panama  Canal  free,  is  rub- 
bing salt  on  the  raw  spot.  Why  transfer  the  canal  tolls  from 
the  shoulders  of  the  transportation  medium  that  uses  it,  and 
where  it  rightfully  belongs,  to  the  shoulders  of  the  railroads, 
through  taxation?  Why  make  one  industry  pay  the  running  ex- 
penses of  its  competitor?  If  the  carriers  permit  Lasker,  of  the 
Shipping  Board,  to  slip  this  over  on  them  without  a  fight,  they'll 
deserve  all  they  get,  and  believe  me,  they'll  get  all  they  deserve. 

The  same  situation  prevails  today  with  respect  to  our  high- 
ways. They  are  built  and  maintained  by  the  county  and  state 
out  of  public  funds  raised  through  taxation.  The  railroad  is 


the  biggest  tax  payer;  consequently  the  good  roads  which  this 
country  has  today  were  largely  paid  for  by  them.  Free  of  charge, 
the  motor  truck,  in  direct  competition  with  the  rail  lines,  sails 
blissfully  over  the  highways  largely  built  and  maintained  by 
the  railroads.  We  have  a  striking  example  of  this  in  this  locality. 
A  splendid  cement  paved  highway  18  feet  wide  parallels  a  steam 
line  for  a  distance  of  10  or  12  miles,  two  small  towns  being 
located  on  it.  I  do  not  believe  the  steam  line  is  getting  5  per 
cent  of  the  traffic  between  these  two  towns  and  Ft.  Wayne  thav 
it  handled  5  or  6  years  ago.  The  motor  truck  carries  it  all. 
This  particular  railroad  pays  in  the  neighborhood  of  $100,000 
annually  to  this  county  in  taxes.  In  the  last  six  years  it  paid 
enough  to  construct  that  splendid  highway.  What  has  been 
its  reward?  The  public  has  turned  it  over  to  its  competitors 
without  charge,  thereby  enabling  the  competing  truck  line  to 
deliver  its  freight  at  a  cost  below  that  of  the  rail  line,  the  rail 
lines  losing  the  business. 

The  injustice  of  this  thing  is  apparent  to  any  one  who  will 
take  the  time  to  study  it  out.  It  is  my  honest  opinion  that  the 
railroads  have  a  splendid  chance  again  to  place  themselves  high 
in  the  public  estimation  by  bringing  this  fight  into  the  open  and 
acquainting  the  public  with  what  is  being  done,  or  attempted, 
to  compel  them  to  operate  under  a  handicap  which,  to  the  rail- 
road, spells  but  one  thing — disaster.  That  is  as  certain  as  death 
or  taxes. 

E.  J.  Lennart,  Traffic  Manager, 

Wayne  Oil  Tank  and  Pump  Co. 
.      Ft.  Wayne,  Ind.,  Jan.  25,  1922. 


MOTOR  TRUCK  COMPETITION 

Editor  The  Traffic  World: 

In  the  January  28  issue  of  The  Traffic  World,  under  the 
caption,  "How  to  Meet  Truck  Competition,"  I  note  that  Mr, 
Tadlock  advocates  the  use  of  the  local  passenger  train  to  ex- 
pedite less-than-carload  traffic  which  would  otherwise  fall  to 
the  motor  truck. 

The  local  passenger  train  is  operated  for  the  accommoda- 
tion of  the  traveling  public,  who  desire  to  make  short  trips; 
also  it  is  operated  to  eliminate  the  necessity  of  through  limited 
trains  making  stops  at  small  outlying  towns  and  villages. 

Would  Mr.  Tadlock  like  to  board  a  local  passenger  train,  for 
a  point,  say,  forty  miles  from  Jonesboro,  at  which  the  fast  train 
does  not  stop,  and  make  stops  every  few  miles  at  small  stations, 
waiting  there  while  one  baggage  man  and  a  station  agent  un- 
load from  one  to  three  tons  of  rush  package  freight,  and 
switch  out  a  car  of  stock  or  so?  I  am  afraid  there  would  be  a 
complaint  about  passenger  service. 

It  is  very  evident  that  the  railroads  must  take  some  action 
to  save  this  business,  if  they  desire  to  save  it,  but  surely  not  at 
the  expense  of  the  traveling  public. 

Chas  V.   Colvin,  Traffic  Manager, 
The  Briggs  Company. 

Lansing,  Mich.,  Feb.  1,  1922. 


FREIGHT  OVERCHARGE  CLAIMS 

Editor  The  Traffic  World: 

Freight  claims  for  overcharge  in  transportation  charges  are 
a  continual  source  of  annoyance  and  expense  both  to  shipper 
and  carrier,  and  a  more  thorough  cooperation  between  the  ship- 
per and  the  carrier  would  tend  to  eliminate  a  considerable  per- 
centage of  such  claims,  and  would  also  tend  to  create  a  consid- 
erably better  feeling  than  exists  today  between  the  shipping 
public  and  the  railroads. 

The  causes  of  overcharge  claims  are  many  and  varied  and 
may,  when  properly  diagnosed,  revert  directly  or  indirectly  to 
either  shipper,  carrier,  or  consignee. 

A  shipper  should  use  extreme  care  in  marking  his  consign- 
ment both  as  to  legibility,  correct  name  and  complete  address 
and  street  address  if  known.  These  markings  should  stick  out 
like  the  proverbial  sore  thumb  and  should  be  put  on  in  such 
way  as  to  eliminate  all  chance  of  erasure  or  obliteration,  or  of 
becoming  detached  in  transit  due  to  friction  with  other  pack- 
ages. 

All  old  marks,  names  and  addresses  should  be  erased  or 
completely  destroyed  when  old  boxes  or  cases  are  used.  When 
such  conflicting  markings  are  allowed  to  remain  on  old  con- 
tainers the  result  is  usually  fatal  to  proper  and  prompt  trans- 
portation and  correct  delivery.  A  shipper  can  readily  see  how 
his  negligence  or  carelessness  in  this  respect  might  easily  cause 
his  consignment  to  become  delayed,  astray,  lost  or  mis-delivered, 
cause  the  accrual  of  additional  freight  or  storage  charges,  and 
possibly  cause  the  loss  of  a  customer. 

Another  cause  of  many  small  overcharge  claims  is  shippers' 
failure  to  properly  describe  their  shipments  so  that  they  may 
be  properly  classified  and  correct  rate  charged  as  in  the  case  of 
shoe  linings,  described  on  bill  of  lading  as  cotton  piece  goods 
or  vice  versa,  and  certain  acids,  oils,  and  dyes,  of  which  there 
are  many  varieties,  with  numerous  descriptions  and  trade 
names.  Practically  every  commodity  that  may  be  shipped  by 
freight  today  will  be  found  listed,  described  and  classified  among 
the  eighteen  thousand  or  more  items  contained  in  the  new 
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Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIBECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

I  .os  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

W,H,  lo,  lllm,t,mt*J  •«.*.  f»,t   M.f,  mnj  H.rio,  /n/.rm.(.on 

Board    of    Harbor    Commissioners 

EDGAR  McKEE.   President 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


The  Leading  Port  on  Puget  Sound 

The  efficiency  of  an  ocean  terminal  is  best  proven  by 
the  satisfaction  of  the  steamship  operators  and  shippers 
who  use  its  facilities.  In  less  than  a  year  since  PIER 
ONE  began  operations  TACOMA  has  become  the  leading 
Port  on  Puget  Sound  according  to  government  statistics, 
and  the  future  is  the  brightest  in  her  history. 

Under  all  conditions  we  give  Service. 

PORT  OF  TACOMA 

612  Tacoma  Bldg. 
Tacoma,  Washington 
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Consolidated  Freight  Classification,  which  is  on  file  and  open  to 
public  inspection  at  all  freight  stations,  and  reference  to  this 
publication  by  the  shipper  would  in  many  cases  enable  him  to 
properly  describe  his  freight  shipment  so  that  it  could  be 
promptly  and  correctly  classified  and  rated  by  the  freight  agent. 

In  issuing  a  bill  of  lading,  legibility  and  care  should  be  the 
watchword,  and  a  shipper  should  realize  and  consider  the  fact 
that  this  document  is  a  contract  of  carriage  with  the  carrie: 
and  under  which  a  slight  error,  or  even  a  mis-spelled  word, 
may  result  in  extra  service  and  an  expensive  overcharge,  loss  of 
sale  or  financial  loss  or  damage  to  consignee  by  delay  or  non- 
delivery. 

A  shipper  or  manufacturer  handling  or  dealing  in  a  spe- 
cific product  is  usually  familiar  with  freight  rates  and  routes 
and  is  frequently  better  informed  than  some  inexperienced 
railroad  agents.  If  his  goods  are  sold  f.  o.  b.  destination,  it  is 
natural  to  assume  that  he  knows  what  his  transportation  cost 
is  going  to  be.  If  goods  are  purchased  f.  o.  b.  shipping  point, 
then  the  consignee  should,  of  course,  know  what  the  transpor- 
tation cost  will  be  to  him,  which  means  that  the  shipper  or  con- 
signee has  in  his  possession  information  as  to  rates,  routes,  or 
traffic  conditions  which  possibly  may  not  be  in  possession  of, 
or  may,  in  the  press  of  business,  be  overlooked  by  the  forward- 
ing agent,  and  this  information  or  any  other  information  which 
might  be  of  assistance  should  be  transmitted  to  the  forwarding 
freight  agent  at  time  of  making  the  bill  of  lading.  Cooperation 
of  this  kind  would  prevent  many  expensive  overcharge  claims, 
particularly  claims  for  overcharge  on  account  of  misrouting. 

If  a  shipper  has  knowledge  of  a  route  via  which  the  low- 
est through  rate  or  lowest  combination  of  rates  may  be  applied 
then  he  should  certainly  incorporate  this  information  in  his  bill 
of  lading  for  the  befiefit  and  guidance  of  the  freight  agent.  Al- 
though there  is  little  or  no  excuse  on  the  part  of  a  freight  agent 
for  lack  of  knowledge  as  to  rates  to  local  points  or  through 
joint  rates,  for  which  he  has  tariffs  on  file,  he  cannot  possibly 
be  expected  to  know  the  various  combination  rates  to  distant 
points  when  there  is  no  through  rate,  and  a  glance  at  a  map 
of  the  United  States  railroads,  or  reference  to  a  railway  guide 
publishing  a  list  of  over  80,000  freight  stations,  will  readily  en- 
able any  one  familiar  with  shipping  or  railroad  transportation 
to  perceive  and  appreciate  the  situation  in  regard  to  combina- 
tion rates. 

A  shipper  usually  knows  long  in  advance  to  what  point  he 
is  going  to  send  his  shipment  and  has  time  and  opportunity  to 
obtain  such  information  as  he  may  desire  in  regard  to  rates, 
routes  and  transit  privileges,  but  a  freight  agent's  time  is  lim- 
ited in  this  respect.  He  may  possibly  have  some  advance  notice 
of  carload  freight,  but  seldom  has  any  advance  notice  of 
less  carload  shipments  apd  his  first  knowledge  of  the  latter, 
and  sometimes  the  former,  is  when  the  bill  of  lading  contract 
is  placed  before  him  to  sign  in  his  capacity  as  agent  for  the 
carrier.  If  he  is  an  agent  of  major  experience  he  will  know 
just  what  action  to  take  to  get  the  shipper's  goods  to  their  des- 
tination via  the  correct  route  and  with  a  correct  assessment 
for  transportation,  and  with  the  chances  for  errors  and  over- 
charges reduced  to  a  minimum.  But  should  the  railroad  agent 
or  bill  clerk  be  one  of  little  experience  or  with  little  knowledge 
of  traffic  matters  and  transportation  conditions,  then  the 
chances  of  the  shipment  reaching  destination  in  fulfillment  of 
the  contract  in  a  reasonable  time  and  with  proper  charges,  are 
naturally  reduced  and  in  many  cases  cooperation  on  the  part 
of  the  shipper  in  line  with  conditions  mentioned  would  be  of 
great  assistance  to  a  forwarding  agent,  and  would  prevent 
many  of  the  misunderstandings  and  errors  which  result  in  over- 
charge claims. 

In  other  words,  one  hundred  per  cent  or  the  highest  pos- 
sible percentage  of  service  efficiency  on  the  part  of  the  carrier 
cannot  possibly  be  expected  or  rendered  without  at  least  a  cor- 
responding percentage  of  cooperation  on  the  part  of  the  shipping 
public.  Silas  H.  Campbell,  Chief  Clerk, 

Maine  Central  Railroad  Co. 

Portland,  Maine,  Jan.   31,  1922. 


would  have  been  charged  had  the  rate  originally  quoted  by  the 
carriers  been  used. 

I  consider  this  to  be   the   fairest  method   of  adjusting  dis- 
putes that  arise  when  rates  have  been  misquoted. 

Philip  S.  Bartlett,  Traffic  Manager, 

The  Brockway-Smith  Corporation. 
Boston,   Mass.,   Jan.   30,    1922. 


MISQUOTATION    OF   RATES 

Editor  The  Traffic  World: 

I  refer  to  the  letters  you  have  been  publishing  in  regard 
to  the  misquotation  of  freight  rates. 

I  think  the  carriers  should  be  held  responsible  for  the 
rates  they  quote.  It  quite  often  happens  that  the  freight  rates 
mean  a  sale  or  the  loss  of  a  sale  and  where  the  rate  charged 
the  consignee  is  higher  than  the  one  {hat  •was  quoted  him, 
when  he  made  his  purchase,  he  will  collect  the  difference  from 
the  consignor,  and  in  many  cases  this  results  in  a  loss  to  the 
shippers. 

I  think  the  carriers  should  be  responsible  for  the  rates  that 
they  quote  and  that  there  should  be  a  law  compelling  carriers 
to  reimburse  the  shippers  in  the  event  that  the  rate  charged  is 
higher  than  the  one  that  was  quoted  to  him,  the  amount  which 
the  carriers  should  be  required  to  refund  being  the  difference 
between  the  freight  at  the  rate  charged  and  the  freight  that 


Kditor  The  Traffic  World: 

A  great  many  questions  of  interest  are  discussed  in  The 
Open  Forum  and,  as  all  discussions  are  supposed  to  be  of  real  in- 
terest to  traffic  men,  it  might  be  well  to  say  that  real  traffic 
men  are  not  interested  in  such  suggestions  as  penalties  and 
fines  for  carriers  making  misquotations  of  rates,  especially  where 
no  damage  results. 

Instead  of  thinking  up  useless  ideas  to  increase  the  ef- 
ficiency of  the  rate  departments,  etc.,  of  our  carriers,  and  insist- 
ing on  the  railroads  acting  as  their  traffic  managers  with  plenty 
of  penalties  for  mistakes,  it  would  be  a  substantial  contribution 
to  the  equipment  of  a  great  many  industrial  concerns  if  they 
could  see  their  way  clear  to  engage  the  services  of  competent 
traffic  managers. 

Railway  rate  clerks  are  kept  so  busy  by  the  element  who 
find  plenty  of  time  to  take  up  space  in  a  valuable  publication 
that  their  efficiency  is  impared.  If  any  of  them  should  become 
industrial  traffic  managers  they  would  be  likely  to  depend  on 
their  own  ability  and  take  the  consequences  of  their  failures. 

J.  C.  Sloss. 

Moorestown,  N.  J.,  Jan.  25,  1922. 


Personal  Notes 


J.  J.  McTague  has  been  placed  in  charge  of  the  newly 
opened  office  of  the  Luckenbach  Steamship  Co.,  Inc.,  at  Buffalo, 
as  local  manager. 

R.  J.  Tozer  has  been  appointed  general  agent  for  the  North- 
ern Pacific  Railway,  at  Pittsburgh,  vice  W.  W.  Scully,  who  died. 

J.  P.  Southerland,  former  head  of  the  passenger  and  mail 
section  of  the  Shipping  Board,  has  been  appointed  eastern  pas- 
senger agent  for  the  Pacific  Mail  Steamship  Company,  at  New 
York,  in  connection  with  that  company's  new  passenger-and- 
cargo  service  between  New  York  and  San  Francisco,  via  the 
Panama  Canal. 

B.  Anderson  has  been  appointed  ticket  agent  and  S.  L. 
Graves,  assistant  ticket  agent,  at  the  newly  established  indi- 
vidual ticket  office  of  the  Alabama  &  Vicksburg  and  the  Vicks- 
burg,  Shreveport  &  Pacific  railways,  at  Jackson,  Miss. 

George  R.  Forster  has  been  appointed  traveling  freight  agent 
for  the  Atlantic  Coast  Line,  at  Philadelphia.  J.  R.  McLendon, 
former  traveling  freight  agent  for  that  line  at  Columbia,  S.  C., 
has  been  transferred  to  Greenville,  S.  C. 

The  Sacramento  Northern  Railroad  has  announced  the  fol- 
lowing changes:  R.  D.  Williams  has  been  appointed  traffic  man- 
ager, in  charge  of  freight  and  passenger  traffic,  at  Sacramento, 
succeeding  Z.  T.  George,  who  resigned  to  become  assistant  man- 
ager of  the  Luckenback  Steamship  Company,  at  San  Francisco. 
J.  J.  Harris  has  been  appointed  general  passenger  agent  at  Sac- 
ramento. 

The  Central  of  Georgia  has  announced  the  following  ap- 
pointments: J.  R.  Herrington,  traveling  freight  agent,  Macon, 
Ga.;  J.  Y.  Bruce,  commercial  agent,  Athens,  Ga.;  H.  G.  Sullivan, 
commercial  agent,  Montgomery,  Ala.,  and  W.  C.  Hurst,  contract- 
ing freight  agent,  Macon,  Ga. 

The  Columbus  &  Greenville  Railroad  Company  announces 
that  E.  J.  Lawler  is  appointed  freight  claim  agent,  with  office 
at  Mobile,  Ala.,  vice  J.  H.  Patterson,  resigned. 

The  Buffalo,  Rochester  &  Pittsburgh  Railway  Company  an- 
nounces that  Bert  J.  Lawless  is  appointed  traveling  freight  agent 
with  office  at  Newark,  N.  J.,  and  James  C.  Gross  is  appointed 
traveling  freight  agent  at  Pittsburgh,  vice  Mr.  Lawless. 


DOINGS   OF   THE   TRAFFIC   CLUBS 

Application  of  business  principles  to  the  management  of  the 
railroads  is  the  only  way  in  which  their  problems  can  be  solved, 
according  to  Isaac  Born,  commerce  attorney  of  Indianapolis,  Ind., 
who  spoke  before  the  Traffic  Club  of  New  York,  January  31,  at 
the  Waldorf  Astoria  Hotel,  on  "The  Transportation  Problem 
from  the  Industrial  Standpoint."  Solving  the  problem,  accord- 
ing to  Mr.  Bern's  method,  would  mean  the  return  to  the  rail- 
roads of  control  over  their  own  employes,  the  acquiring  of  a 
disposition  on  the  part  of  railroad  executives  to  adjust  matters 
of  wages  as  well  as  matters  of  rates  by  means  of  "across  the 
table  conferences,"  and  the  furnishing  to  the  carriers  by  ship- 
pers of  "sound  business  advice  and  suggestions  toward  efficiency 
in  the  matter  of  operation  and  rate  construction."  The  effect  of 
the  legal  restrictions  which  now  hedge  in  the  operation  of  the 
railroads  is  to  make  "mere  automatons"  of  railroad  officials,  Mr. 
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THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangier*,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs  L  for  all  ports  of  Spain.  Morocco,  Algeria, 
Tunisia.  Cctte,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,   New  York 

Chicago   Agenti   M.  E.  Kienappel.   142  So.  Clark  Si. 

Philadelphia  Agent:  Earn  Line.   Bullitt    Building 


NOSA  LINE 


SeiHno  to  Principal 

West  Coast.  South  America— Direct  Service 


nthljr  Freight  and  Passenger  .Sailings 
Leeward  and  Windward  Island*.  Venezuela.  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Sid*  Ports 


far 

•04-lt  QMTB  ft  Cnsoaai  Bldg.. 
New  York  O*k>:  I*  Haaorer  St.       Cakaao 

Csbk  Addnss:  "OrtsaagUp 


*RewOnaaa*vLa. 
B»Otk»:  •*•  ktsrqMtu 


New  Orleans   &. 
SoutH    American  S.  S.  Co. 

INCORPORATED 


NEW  YORK- LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 

via  HAVANA, 
PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calling  at  La  Libertad,   Aeajutla,  San  Joae  de  Guatemala,   Manzanillo 

Baltimore  and  Norfolk  Eaatboundi 

5.5.   SANTA  ANA  tail*  from   New  York  February  JSth 
5.5.  COLOMBIA  tail*  from  San  Franciico    February  ISIh 

Sailings  about  every  18  days  thereafter 
All  New  York  Sailinr»  from  Pier  33.  Atlantic  Terminal.  Brooklyn 

PANAMA  SERVICE 

Between   S*n  Franciaco,  Lo»  Anfeles.   Mexico.  Central  America   and 
Canal   Zone-   -  Sailinf  3  about   every  22  day*. 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanorer  Square,  New  York  508  California  St.,  San  Franciaco 

$03  So.  Sprint  S:.,  Ale»andria  Ho'el  Bldf.,  Loe  Angelee 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

San  Francleco  to  Honolulu,  Yokohama,   Kobe,  Shanghai, 
*  Manila,  Hongkong 

Passenger  and  Freight  Sailings  by  New  and  Luxurious  U.  S 
Shipping  Board  Liners: 

5.  5.  Empire  State  sails  February  7th 
S.  5.  Hooiier  State  sails  .  .  March  4th 
5.  5.  Golden  State  sails  .  .  March  25th 
5.  5.  Empire  State  sails  .  .  April  19th 

and  approximately  every   24  days  thereafter. 


Tnrouf  A  Ulli  o/  Ifdingtiiutd  to  mnj  from  point*  kmyonj  porli  of  tmll 
for  ralM  aod  otaeff  information  tppljr  to  any  railroad  or  tourist  agrncy.  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

SO8  California  St.,  San  Franclaco 

10  Hanoeer  Square.   N.  Y.  Continental   Building.   Baltimore 

440  M. rch.nl.  National  Bank  Building,  Loe  Angelee 

Managing  Agente:   U.  S.  Shipping  Board 


100  A-l  Steel 
Steamers 


NAWSCO  LINES 


Fortnightly 
Sailings 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
NEW  YORK,  N.  Y. 
PHILADELPHIA,  PA. 
BALTIMORE,  MD. 


SAN  DIEGO  ASTORIA 

\    LOS  ANGELES  PORTLAND 

and  SAN  FRANCISCO  SEATTLE 

OAKLAND  TACOMA 

VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  service  from  NEW  YORK,  BOSTON  and  BALTIMORE 


AROUND  AMERICA  CRUISE 

NEW  YORK  to  PACIFIC  COAST  PORTS  via  Havana  and  Panama  Canal 

Ruth  Alexander,  8,500  D.W.T.,  Feb.  16 

Passenger  and  Freight — Bookings,  Space  and  Particulars  on  request 


Through   Billi-of-Ladinf  to  Hawaiian  lilandi  and  the  Far  Eail 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Ownen  and  Operator!  V.  S.  Shipping  Board  Shlpe 
IK  South  Fourth  Street.  Philadelphia  111  Summer  Street.  Boston  601   Bessemer  Building,  Pittsburgh 


IS  Exchange  Street,  Portland 


11  Moore  Street.  New  York  City 
503  Keyser  Building,  Baltimore 


112  West  Adams  Street,  Chicago 


or. 


ADMIRAL  LINE,  Pacific  Coast  Ports 
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Born  said,  but  the  situation  can  be  improved  if  the  carriers  and 
the  shippers  "apply  to  themselves  the  command  'to  go  to  work* 
and  cease  depending  on  third  persons  to  do  what  it  is  the  busi- 
ness of  the  shippers  and  the  carriers  to  do."  Songs  and  stories 
by  Miss  Bobby  Besler,  daughter  of  W.  G.  Besler,  president  of 
the  Central  Railroad  of  New  Jersey,  entertained  the  members. 


Governor  Henry  J.  Allen,  of  Kansas,  and  R.  M.  Calkins,  vice- 
president  of  the  C.  M.  &  St.  P.,  were  the  speakers  at  the  meet- 
ing and  installation  of  officers  of  the  Traffic  Club  of  Kansas  City, 
January  10.  The  following  are  the  club's  new  officers:  Presi- 
dent, John  D.  Yates,  assistant  general  freight  agent,  Missouri 
Pacific  Railroad;  vice-presidents,  Charles  D.  Dooley,  traffic  mana- 
ger, Peet  Brothers  Manufacturing  Co.;  R.  F.  Atwood,  division 
freight  agent,  C.  R.  I.  &  P.;  secretary-treasurer,  Peter  J.  Rose, 
general  agent,  C.  I.  &  W.;  directors,  George  H.  Hamilton,  general 
freight  agent,  Missouri  Pacific;  Charles  W.  Miller,  traffic  man- 
ager, Swift  &  Co.;  Oscar  H.  Poehler,  traffic  manager,  Dierks  Lum- 
ber &  Coal  Co.;  W.  D.  Wells,  traffic  manager,  W.  S.  Dickey  Clay 
Manufacturing  Co.;  L.  E.  Ayer,  general  agent,  Canadian  Na- 
tional-Grand Trunk  System;  Fred  B.  Blair,  traffic  manager,  Hoy 
land  Flour  Mills  Co.;  M.  A.  Gray,  traffic  manager,  H.  D.  Lee 
Mercantile  Co.;  E.  G.  Woodward,  general  agent,  passenger  de- 
partment, C.  M.  &  St.  P. 


The  annual  dinner  of  the  Traffic  Club  of  St.  Louis  will  be 
held  at  the  Statler  Hotel,  February  7.  Newly  elected  officers 
will  be  installed.  Addresses  will  be  delivered  by  Francis  G. 
Blair,  superintendent  of  public  instruction,  state  of  Illinois,  and 
Frank  L.  Eversull. 


The  Traffic  Club  of  Baltimore  will  hold  its  annual  dinner 
and  dance  at  the  Hotel  Rennert,  February  7.  Elisha  Lee,  vice- 
president  of  the  Pennsylvania  Railroad,  Philadelphia,  and  M.  C. 
Byers,  president  of  the  Western  Maryland  Railroad,  Baltimore, 
will  be  the  speakers.  The  membership  of  the  club  has  increased 
from  202,  in  December,  1920,  to  over  500  at.  the  present  time. 


The  annual  banquet  of  the  Traffic  Club  of  New  England 
will  be  held  at  the  Hotel  Somerset,  Boston,  February  14.  Henry 
A.  Palmer,  editor,  The  Traffic  World,  Chicago,  and  James  M. 
Curley,  mayor-elect  of  the  city  of  Boston,  will  be  the  speakers. 


Practical  'information  and  advice  was  given  to  the  members 
of  the  Pacific  Traffic  Association  at  the  regular  meeting,  Janu- 
ary 24,  in  San  Francisco,  by  H.  M.  Remington,  assistant  man- 
ager of  the  traffic  bureau  of  the  San  Francisco  Chamber  of  Com- 
merce. The  subject  of  Mr.  Remington's  talk  was  "The  Organi- 
zation of  an  Industrial  Traffic  Bureau,"  and  he  spoke  at  length 
on  methods  and  means  of  building  such  an  organization.  Guy 
Wold,  editor,  "Pacific  Industries,"  spoke  on  the  federal  reserve 
system. 


Officers  elected  by  the  Traffic  Club  of  Minneapolis,  at  the 
annual  meeting  last  week,  were  as  follows:  President,  Charles 
L.  Kennedy,  assistant  general  freight  agent,  C.  M.  &  St.  P.;  vice- 
presidents,  W.  H.  Perry,  general  traffic  manager,  Pillsbury  Flour 
Mills  Co.;  George  A.  Upton,  general  agent,  B.  &  0.;  secretary. 
W.  W.  Gibson;  treasurer,  L.  H.  Caswell;  directors,  W.  H.  Perry, 
Paul  Scheunemann,  S.  A.  Eddy  and  George  V.  Thomson. 


FREIGHT  BUREAU  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

Officials  of  the  Intermediate  Rate  Association  have  advised 
the  Commission  that  the  association  is  vitally  interested  in  the 
investigation  to  be  conducted  by  the  Commission  in  response  to 
the  Senate  resolution  directing  an  inquiry  into  the  operation  of 
the  Transcontinental  Freight  Bureau,  according  to  the  docket  in 
the  case. 

J.  A.  Ford,  secretary  of  the  association,  wrote  that  "the  In- 
termediate Rate  Association  is  very  deeply  interested  in  this  in- 
vestigation and  would  like  to  be  represented  at  any  hearings  that 
may  be  held."  A  similar  letter  was  received  from  Karl  Knox 
Gartner,  counsel  for  the  association.  When  asked  about  the  mat- 
ter, Mr.  Gartner  said: 

"It  is  understood  that  this  resolution  grew  out  of  certain 
cross-examination  of  railroad  witnesses  at  the  Chicago  hearing  in 
the  intermountain  rate  case,  November  17,  1921,  in  which  It  was 
shown  that  the  eastern  trunk  lines  originating  westbound  trans- 
continental business,  in  joining  in  the  transcontinental  all-rail 
rates  proposed  would  sacrifice  approximately  150  per.  cent  of  their 
revenue  on  iron  and  steel  from  Pittsburgh  that  they  otherwise 
would  receive  if  traffic  moved  via  the  canal  route. 

"In  casting  about  for  a  motive  to  justify  such  a  rate  policy  on 
the  part  of  the  eastern  lines,  it  is  suggested  that  possibly  the 
Transcontinental  Freight  Bureau,  controlling  all  the  transconti- 
nental lines,  was  in  position  to  control  routing  of  eastbound  busi- 
ness, , which  condition  might  not  be  possible  if  there  was  not  an 
association  of  these  transcontinental  lines. 

"This  concert  of  action  may  have  been  used  as  a  club  on  the 
eastern  lines  and  the  investigation  was  directed  by  the  Senate, 


no  doubt,  for  the  purpose  of  determining  whether  or  not  such  a 
condition,  if  it  does  exist,  is  a  healthy  one  in  American  rail- 
roading." 

J.  H.  Johnston,  traffic  manager  of  the  Oklahoma  Cotton  Seed 
Crushers'  Association  of  Oklahoma  City,  Okla.,  in  a  letter  to  the 
Commission  relative  to  the  investigation,  said  after  telling  of  an 
experience  he  had  had  in  attempting  to  get  a  rate  of  56  cents  on 
cottonseed  oil  from  Oklahoma  mill  points  to  New  Orleans,  that 
"the  general  impression  is  justified  that  these  freight  bureaus  are 
now  maintained  by  the  carriers  largely  for  the  purpose  of  acting 
as  a  check  upon  the  proper  and  reasonable  recommendations  of 
some  of  the  individual  lines." 

Mr.  Johnston  said  he  had  asked  for  a  reasonable  rate  on  cot- 
tonseed oil  from  and  to  the  points  mentioned  at  a  time  when  the 
rate  was  65.5  cents.  In  September,  1921,  he  said,  the  matter  was 
taken  up  at  a  sub-rate  committee  hearing  at  Oklahoma  City  at 
which  most  of  the  Oklahoma  lines  were  represented  He  said  the 
sub-committee  agreed  on  the  56-cent  rate.  On  November  23,  1921, 
he  said,  he  was  advised  that  the  Southwestern  Freight  Bureau 
committee  had  recommended  a  rate  of  59.5  cents.  He  said  that 
rate  was  worthless  and  that  he  decided  to  go  to  the  Commission 
for  relief. 

It  is  understood  that  shippers  who  are  interested  in  the  in- 
vestigation wish  to  ascertain  whether  or  not  the  Transcontinen- 
tal Freight  Bureau  blocks  individual  lines  from  making  effective 
rates  which  they  would  apply  if  their  decision  were  not  overruled 
by  the  Bureau. 


LUMBER   PENALTY   CHARGE 

The  Traffic  World  Washington  Bureau 

Arguments  that  consumed  the  whole  day  were  made  Feb- 
ruary 1  on  No.  11818,  American  Wholesale  Lumber  Association 
vs.  Director-General  et  al..  and  the  related  suspension  case 
caused  by  the  schedules  of  the  Cloverleaf  and  other  railroads 
in  the  middle  west  proposing  to  cancel  the  $10  a  day  penalty 
charge  on  lumber  held  for  reconsignment  more  than  the  free 
time  of  forty-eight  hours.  Arguments  were  made  by  R.  C.  Jones. 
Joseph  E.  Davies  and  E.  A.  Haid  for  the  so-called  transit  lumber 
shippers,  George  N.  Brown  for  the  National  Retail  Lumber  Deal- 
ers' Association,  and  intervening  lumber  interests  who  objected 
to  the  elimination  of  the  penalty,  and  George  R.  Allen  and 
A.  P.  Humburg  for  the  railroads  generally,  H.  W.  Middleton 
for  the  Cloverleaf  and  other  railroads  desiring  to  take  off  the 
jjenalty,  and  John  F.  Finerty  for  the  Director-General,  whose 
interest  was  to  prevent  an  order  of  reparation  in  the  event  the 
Commission  should  decide  against  the  penalty. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

A  drop  from  439,982  in  the  period  January  8-15  to  396,192 
in  the  period  January  15-22  in  the  average  daily  number  of 
surplus  cars  in  good  order  (a  decrease  of  43,790  cars)  was  re- 
ported this  week  by  the  car  service  division  of  the  American 
Railway  Association. 

The  surplus  was  made  up  as  follows:  Box,  147,187;  ven- 
tilated box,  1,474;  auto  and  furniture,  10.448;  total  box,  159,109; 
fiat,  12.742;  gondola,  129,072;  hopper,  54,927;  all  coal,  183,999; 
coke,  4,542;  S.  D.  stock,  19,215;  D.  D.  stock,  1,464;  refrigerator, 
7,580;  tank,  601;  miscellaneous,  6,940. 

The  average  daily  shortage  was  517  cars,  made  up  of  190 
box,  292  refrigerator,  26  flat,  7  hopper,  and  2  S.  D.  stock  cars. 


RAILROAD   VALUATION 

In  a  report  on  the  Artesian  Belt  Railroad  the  Commission 
found  its  value  to  be  $443,281  as  of  June  30,  1917.  The  line  ex- 
tends from  Macdona  to  Christine,  Tex. 

The  property  of  the  Central  Union  Depot  and  Railway  Co.  of 
Cincinnati  was  valued  at  $670,808  for  the  wholly  owned  and  used, 
$300,000  for  owned  but  not  used,  and  $424,870  for  used  but  not 
owned.  The  date  of  valuation  was  June  30,  1915. 

The  Butler  County  Railroad  Co.,  as  of  June  30,  1916,  was 
valued  at  $907,490.  It  operates  in  the  northeastern  part  of 
Arkansas. 

The  Commission  has  issued  a  valuation  report  on  the  prop- 
erty of  the  New  York,  Ontario  &  Western  and  leased  properties 
as  of  June  30.  1916.  It  found  the  final  value  of  the  property 
wholly  owned  and  used  to  be  $34,495,193;  value  of  properties 
leased,  $10,556,177.  and  value  of  total  used  property,  leased  and 
owned,  $45,051.370. 

Control  of  the  carrier  is  vested  in  the  New  York,  New  Haven 
*  Hartford  through  ownership  of  a  majority  of  the  capital  stock. 
The  Commission  said  the  carrier  had  issued  a  total  of  $103,131,- 
409.64  in  stocks  and  bonds  and  other  long-term  debts.  Of  this 
amount,  $88.245,982.84  was  outstanding  on  date  of  valuation. 
Of  the  securities  outstanding,  $58.113,982.84  are  in  common  stock, 
$4,000  in  preferred,  and  $30,128,000  in  funded  debt. 

The  Commission  has  fixed  the  final  value  of  the  property 
of  the  New  Mexico  Central  Railroad  Company,  as  of  June  30, 
1916,  at  $1,365,024,  and  of  the  Southern  Railway  Company  in 
Mississippi,  as  of  June  30.  1915.  at  $4,470.534. 
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Baltic  Scandinavian 

Fast  Freight  Service 

TO 

Gothenburg,    Stockholm,    Hango, 

Copenhagen,  Danzig,  Reval, 
Malmo,  Libau   and   Helsingfors 

U.  S.  S.  B.  A-l  Steel  Steamers  Carrying  U.  S.  Mail 

FROM  NEW  YORK 
S.  S.  Eastern  Cross    ....     Sailed 
S.  S.  Eastern  Star      ....     Sailed 

S.  S.  East  port February  25th 

(Now  Receiving  Pier  **.  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and  Scandinavian  Ports 
When  ihipping  to  Baltic  Port*  ipecify 

CUSQUEHANN A 

^•^    Steamship  Company,  Inc.    *     * 
2  Stone  Street  New  York  City 

Phone  Bowlirtf  Cre«n   2953-8 

S.  L.  BURGESS  &  CO.,  Agents 

928  Lafayette   Bldg.  Philadelphia.  Pa. 


ROUTE  YOUR  CARGO  VIA 

MobilerGullporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

W*  Solicit  General  Cargo 
I  l\  KKI'OOL  AND  M  \M  HESTER 


EASTERN    81  N 
AFOl'NDBIA 

AHF.KroH 


I  Fr».    (,.lf|M.rt 


I  DM 


k.  Itih 
r»k.    Illk 
Mar. 


BKEMKN 

DM    MaM>    Jaa.    31.1 
HKIMI   N     \NU   II  VMIil    I. 
CLAVARAI  K  DM  Makilt  l.i.  Pak. 

AVO.NMOI    III    \M)  <•  \|{|iiri 

DRIA 


WILOWOOD 


ABEKDM  N 

Wlir.  »..•.!.  DM    M^iU    J.n.    UK 

<  KAMEK    ......   L.U    Ptkrury.    nrlr    Marck 

I  liMMiS      \\|l    III  M. 

MAIDRN    CREEK  l  Dl*    F*fc-     I'lk-IStk.      L**4i 

I  ••4    (»n    Mvkilt   «n4    l*r>    I'.n.irol.. 
A-l    STRAMER   ........  l.i.    rtkrurr 

Waterman   Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  It  Yemr*'  Experience 


(..IfR.rl 


I 


Pr'  World-Wide 
Freight  Service 

\VIIITK  STAR  DOMINION  LINK  VMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 

Galveston  Brunswick 

TO 


London 
Liverpool 
Manchester 
Glasgow 


Aronmouth  Danzig 

Southampton  Gibraltar 

Antwerp  G«noa 

Hamburg  Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  F.tt.rolf.  FreifM  TrmtKc  Manager 

I.  D.  Hatk.  Baa.  WMtara  Frtlaht  Aft.       T.  0.   Martla.  N.  W.  FralaM  Alt 
a   Swift    La   Silk    klrwt.  M.troaolltin    Lift    BilldlaY 

OUaa«.    llll.oli  MlnnMaolU.    Mini. 

C.     J.     McCaaatll.     S«utti»Mt>ra     Fr.itht    AfMit. 
III!     LK.it    MrM(.     SI.     Lonll.     Mo 


N.w    Orl**ai.     Hltxrnli     B>ak    Bld|. 
QltMttaa,   Cotta.    Euhaata  Bldt. 
Norton.  Flatlraa  Bldi. 
Haartoa.    Cotton    Culiuaa    Bl<§. 
aaiaMraa      MiMla.     All.,     ktabllt    Llnari. 
Blda.          Portland.     Mr.     I     ludli    Strarl. 


" 


Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland,  Astoria, 
Seattle  and  Tacoma 

Thru  bill,  of  Udlnf  IMUX!  to  San  DU(O,  Oakland,  Stockton  and 

S.cr.m.nlo.  California i  Hawaiian  and  Far  Eaat  Port.; 

Grayi  Harbor  and  Pufat  Sound,  Waah. 

For  Rataa,  Data*  of  Sailing  and  otkar  Information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 


TaUphona,  Bowlinf  Cra«n  71*4 


Baltimore,  Md. 

38  South  Slr.»t 


Philadelphia,  Pa.  Pittsburgh,  Pa. 

Dramal  Buildinr  Ollr.r  BuiMin, 


And  at  our   Branch  Officaa  In  Loa  Anralaa,  San  Franclaco. 
Portland,  S*altU  and  Tacoma 
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REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

An  increase  of  17,398  in  the  number  of  cars  loaded  with 
revenue  freight  was  reported  by  the  railroads  to  the  car  serv- 
ice division  of  the  American  Railway  Association  for  the  waek 
ended  January  21  as  compared  with  the  preceding  week.  The 
total  for  the  week  was  738,275  cars  as  compared  with  720,877 
cars  in  the  preceding  week.  In  the  corresponding  weeks 
of  1921  and  1920,  the  totals  were  708,658  and  804,866,  respectively. 

Loading  of  grain  and  grain  products  increased  from  50,187 
cars  in  the  week  ended  January  14  to  52,181  cars  in  the  week 
ended  January  21;  live  stock  loading  decreased  from  36,165  to 
31,961  cars;  coal  loading  increased  from  159,245  to  164,091  cars; 
coke  loading  increased  from  7,258  to  7,267  cars;  forest  products 
loading  increased  from  48,490  to  50,328  cars;  ore  loading  de- 
creased from  4,451  to  4,269  cars;  loading  of  merchandise,  L.  C. 
L.,  increased  from  205,545  to  213,642  cars  and  miscellaneous 
loading  increased  from  209,536  to  214,536  cars. 

The  loading  by  districts  for  the  week  ended  January  21  and 
in  the  corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  10,035  and  6,579; 
live  stock,  3,011  and  3,961;  coal,  37,637  and  45,223;  coke,  1,707 
and  1,443;  forest  products,  5,542  and  7,378;  ore,  687  and  890; 
merchandise,  L.  C.  L.,  58,969  and  43,230;  miscellaneous,  61,486 
and  51,506;  total,  1922,  179,074;  1921,  160,210;  1920,  190,375. 

Allegheny  district:  Grain  and  grain  products,  2,823  and 
2,374;  live  stock,  2,929  and  4,184;  coal,  46,823  and  47,354;  coke, 
3,613  and  5,680;  forest  products,  2,763  and  3,196;  ore,  916  and 
2,473;  merchandise,  L.  C.  L.,  43,610  and  35,266;  miscellaneous, 
43,796  and  43,710;  total,  1922,  147,273;  1921,  144,237;  1920,  162,- 
168. 

Pocahontas  district:  Grain  and  grain  products,  250  and  181; 
live  stock,  60  and  US;  coal,  21,383  and  19,130:  coke,  185  and  440; 
forest  products,  1,082  and  1,097;  ore,  71  and  100;  merchandise, 
L.  C.  L.,  .5.230  and  4,624;  miscellaneous,  2,722  and  1,731;  total, 
1922,  30,983;  1921,  27,421;  1920,  31,046. 

Southern  district:  Grain  and  grain  products,  4,546  and  3,- 
160;  live  stock,  2,187  and  2,351;  coal,  23,061  and  23,933;  coke, 
488  and  541;  forest  products,  15,734  and  13,207;  ore,  588  and  1,- 
163;  merchandise,  L.  C.  L.,  36,338  and  33,017 '  miscellaneous, 
30,539  and  32,838;  total,  1922,  113,481;  1921,  111,010;  1920,  128,- 
514. 

Northwestern  district:  Grain  and  grain  products,  14,823  and 
13,925;  live  stock,  9,792  and  10,217;  coal,  9,440  and  6,587;  coke, 
900  and  1,488;  forest  products,  13,941  and  13,506;  ore,  477  and 
950;  merchandise,  L.  C.  L.,  24,175  and  22,741;  miscellaneous,  26,- 
428  and  26,406;  total,  1922,  99,976;  1921,  95,820;  1920,  108,257. 

Central  Western  district:  Grain  and  grain  products,  14,536 
and  14,879;  live  stock,  11,512  and  12,736;  coal,  21,321  and  20,- 
942;  coke,  226  and  282;  forest  products,  4,788  and  3,639;  ore, 
767  and  1,896;  merchandise,  L.  C.  L.,  30,123  and  27,609;  miscel- 
laneous, 29.461  and  29,618;  total,  1922,  112,734;  1921,  111,601; 
1920,  123,848. 

Southwestern  district:  Grain  and  grain  products,  5,168  and 
5,209;  live  stock,  2,470  and  2,151;  coal,  4,426  and  5.010;  coke, 
148  and  110;  forest  products,  6,478  and  6,108;  ore,  763  and  433; 
merchandise,  L.  C.  L.,  15,197  and  15,082;  miscellaneous,  20,104 
and  24,256;  total,  1922,  54,754;  1921,  58,359;  1920,  60,658. 

Total,  all  roads:  Grain  and  grain  products,  52,181  and  47,- 
107;  live  stock,  31,961  and  35,718;  coal,  164,091  and  168,179;  coke, 
7,267  and  9,984;  forest  products,  50,328  and  48,131;  ore,  4,269 
and  7,905;  merchandise,  L.  C.  L.,  213,642  and  181,569;  miscel- 
laneous, 214.536  and  210,065;  total,  1922,  738,275;  1921.  708,658; 
1920,  804,866. 


West  Coast  Lumbermen's  Association  vs.  Abilene  &  Southern 
et  al. 

The  Commission  has  modified  its  order  authorizing  the  Bur- 
lington to  sell  $30,000,000  of  first  and  refunding  mortgage  bonds 
so  as  to  require  the  company  to  sell  the  bonds  at  not  less  than 
92%  per  cent,  of  par  and  accrued  interest  instead  of  at  89% 
per  cent. 

On  petition  of  the  Butte,  Anaconda  &  Pacific  Railway,  the 
Commission  has  reopened  No.  11860,  Montana  rates  and  fares, 
in  so  far  as  it  relates  to  the  fares  and  charges  of  that  carrier. 

The  Commission,  on  consideration  of  the  petition  filed  by 
the  St.  Louis-San  Francisco  Railway,  defendant  in  No.  10417, 
Arkansas  Jobbers'  &  Manufacturers'  Association  vs.  Director- 
General,  C.  R.  I.  &  P.,  et  al.,  has  amended  its  order  in  that  case 
entered  December  22,  1920,  so  as  to  permit  the  defendants  to 
establish  by  April  1,  1922,  on  15  days'  notice,  proportional  rates 
on  grain  and  grain  products,  including  flour,  in  carloads,  from 
St.  Louis,  Mo.,  and  Cairo  and  Thebes,  111.,  to  Blytheville  and 
Osceola,  Ark.,  intermediate  between  St.  Louis. and  Cairo  and 
Thebes,  on  the  one  hand,  and  Memphis,  Tenn.,  on  the  other,  by 
way  of  the  St.  Louis-San  Francisco  Railway,  which  will  not  be 
greater  than  the  proportional  rates  contemporaneously  main- 
tained on  the  same  commodities  from  St.  Louis,  Cairo,  and 
Thebes  to  Memphis  by  way  of  the  St.  Louis-San  Francisco  Rail- 
way. In  all  other  respects,  however,  the  order  of  December  22, 
1920,  will  remain  In  full  force. 

On  petition  filed  by  the  Georgia  Shippers'  Association  the 
Commission  has  reopened  for  further  hearing  No.  12628.  Charles- 
ton Traffic  Bureau  vs.  Alabama  Great  Southern  et  al.;  No.  12675, 
Same  vs.  Same,  and  I.  and  S.  1385,  class  and  commodity  rates 
from  Savannah,  Brunswick  and  Port  Wentworth,  Ga.,  to  Georgia 
destinations. 


COMMISSION   ORDERS 

The  American  Cotton  Oil  Company  has  been  permitted  to 
intervene  in  No.  13438,  the  Procter  &  Gamble  Co.  vs.  Director- 
General.  Atlanta  &  West  Point  et  al. 

The  New  Orleans  Joint  Traffic  Bureau  and  the  Producers' 
and  Manufacturers'  Protective  Association  have  been  permitted 
to  intervene  in  No.  13268,  Natchez  Chamber  of  Commerce  et  al. 
vs.  Illinois  Central  et  al. 

The  Menominee  Chamber  of  Commerce  has  been  permitted 
to  intervene  in  No.  13313,  Michigan  Traffic  League  vs.  Ann  Arbor 
et  al. 

The  order  in  No.  11442,  Traffic  Bureau  of  the  Douglas,  Ariz., 
Chamber  of  Commerce  and  Mines  vs.  A.  T.  &  S.  F.  et  al.,  has 
hern  modified  so  as  to  become  effective  March  8  instead  of 
February  21. 

Oscar  Mayer  &  Co.,  Inc.,  Evansville  Packing  Company,  Green- 
wald  Packing  Compnny  pnd  Jones  &  Lamb  Company  have  been 
permitted  to  intervene  in  No.  13107,  the  National  Live  Stock 
Exchange  vs.  A.  T.  &  S.  F.  et  al. 

On  petition  of  the  respondent  carriers  the  Commission  has 
postponed  until  March  15  the  effective  date  of  its  order  of 
October  21.  1921,  in  No.  4844,  export  bill  of  lading.  The  order 
was  originally  made  effective  February  15. 

The  California  Redwood  Association  and  the  Red  River 
Lumber  Company  have  been  permitted  to  intervene  in  No.  13314, 


PETITIONS    FOR     REOPENING,   ETC. 

The  applicant  in  Finance  Docket  1108,  Application  of  the 
Pittsburgh  &  West  Virginia  Railway  Co.  for  authority  to  issue 
capital  stock  and  to  assume  liability  in  respect  of  the  securities 
of  the  West  Side  Belt  Railroad  Company,  has  asked  the  Com' 
mission  to  reopen  that  proceeding  and  consolidate  it  with  Fi- 
nance Docket  2186,  which  latter  covers  the  applicant's  petition 
under  paragraph  2  of  section  5  of  the  act  for  authority  to  ac- 
quire control  of  West  Side  Belt  R.  R.  Co. 

The  southwestern  carriers  have  asked  the  Commission  to 
grant  a  rehearing  in  I.  and  S.  1303,  rates  to,  from  and  between 
points  south  of  the  Ohio  River,  including  the  Mississippi  Valley, 
and  for  a  modification  of  fourth  section  order  No.  7542,  as  to 
denial  of  fourth  section  relief  for  account  of  lines  west  of  the 
Mississippi  River  operating  through  Arkansas  and  Louisiana  in 
connection  with  class  and  commodity  rates  applying  from  St. 
Louis,  Mo.,  and  points  taking  same  rates,  to  Memphis,  Tenn., 
and  points  taking  same  rates,  and  from  St.  Louis  and  Memphis 
and  points  taking  same  rates  to  Helena,  Ark.,  Vicksburg  and 
Natchez,  Miss.,  Baton  Rouge  and  New  Orleans,  La.,  and  points 
taking  same  rates;  also  from  New  Orleans  and  points  taking 
same  rates  to  Memphis  and  points  taking  same  rates.  The 
Commission  has  been  asked  to  extend  the  effective  date  of  fourth 
section  order  No.  7542  beyond  April  1. 


LOCATION   OF  CARS 

The  per  cent  of  home  cars  on  home  roads  was  75.9  on  Janu- 
ary 15,  according  to  a  bulletin  issued  this  week  by  the  car 
service  division  of  the  American  Railway  Association.  By 
classes  of  equipment  the  percentages  were  as  follows:  Box,  68; 
refrigerator,  73.1;  gondola,  82;  stock,  84.2,  and  flat,  83.1. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars 
on  line  to  ownership  as  of  January  15  shows  the  following  per- 
centages by  districts  and  for  the  country  as  a  whole:  Eastern, 
100.2,  as  against  92.6  a  year  ago;  Allegheny,  99.5,  as  against  93.6 
a  year  ago;  Pocahontas,  93.6,  as  against  87.8  a  year  ago;  South- 
ern, 97.5.  as  against  96.5  a  year  ago;  Western,  97.6,  as  against 
100.9  a  year  ago;  all  districts,  98.5,  as  against  96  a  year  ago; 
Canadian  roads,  94.2,  as  against  98  a.  year  ago. 


CHANGES   IN   DOCKET 

Hearing  in  13079,  H.  J.  Keith  Company  and  The  John  Lay- 
ton  Co.,  Inc.,  vs.  Director-General,  assigned  for  January  28  at 
Chicago,  111.,  was  cancelled  and  reassigned  for  February  10  at 
Chicago,  111.,  before 'Examiner  Keeler. 

Hearing  in  12066,  Construction  and  repair  of  railway  equip- 
ment (P.  &  R.  Ry.),  assigned  for  January  26  at  Washington, 
D.  C.,  was  cancelled  and  reassigned  for  January  30  at  Wash- 
ington, D.  C.,  before  Examiner  Barclay. 

Hearing  in  finance  docket  1537,  In  the  matter  of  the  appli- 
cation of  K.  O.  &  G.  Ry.  Co.  and  M.  O.  &  G.  R.  R.  Co.  under 
paragraph  (18)  to  (21,  section  1,  of  interstate  commerce  act,  for 
certificate  of  public  convenience  and  necessity  for  extension 
of  a  line  of  railroad  and  application  under  paragraph  (18),  sec- 
tion 15-a  of  said  act  for  permission  to  retain  excess  earnings, 
assigned  for  January  31  at  Washington,  was  canceled. 
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THE  W.  L.  RICHESON  CO. 


INCORPORATED 


FREIGHT  BROKERS 
AND  FORWARDERS 


Export  Shipping  for  Account  of 
Principals  Throughout  the  World. 


Main  Office) 

Suite  1317-1326  Hibernia  Bank  Building 
NEW  ORLEANS 


401  Produce  Exchange 
NEW  YORK  CITY 


2nd  Floor  Steele  Bldg. 
GALVESTON 


515  Railway  Exchange  Bldg. 
KANSAS  CITY,  MO. 


Direct  Private  Wire  Service  Between  New  Orleant, 
New  York  and  Galoeiton 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agenti 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICESi 
Laredo,  Teia*  El  Pa*o,  Texa*  Eagle  Paaa,  Texa* 

NUOTO  Laredo.  Tamp*.  Juarez.  Chlh. 

Piedr..  Negraa,  Coah.     Mexico  City      Monterrey.  N.  L. 

WHIt  »•  f*r  full  pmrtttmlmtm  «nrf  r»«. 

•/   •• 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct    Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
Taku  Bar),  Chinwangtao,  Dairen 

SS  EASTERN  SAILOR  .  FA.  13  SS  WEST  KADER  ...  Mar.  27 
SS  WEST  MOMENTUM  .  Mir.  (  SS  LAS  VEGAS April  17 

Shanghai,  Manila  and  Hongkong 

SS  VINITA Feb.  17 

SS  WEST  CAYOTE   ...  Mar.  17 
SS  WEST  KEATS  ....  April  17 

ALt  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Port* 

For  information  rraardmc  Space.  Rate*,  etc.,  apply  to 

UNITED  AMERICAN  LINES,  INC,  »•  ""Slr^h  Cuy 
UNITED  AMERICAN  LINES,  INC,  »7  ^J^IlT  Str~'- 
R.  T.  JOHNS  &  COMPANY,  INC,  c'"»^.«VMn^n 

COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick.  Method 


\ 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  tbla  new  bbj  par  Held  now  I    The  traffic  director  of  a  Detroit 
naiaia  earn*  111.400  a  real — a  Cleveland  traffic  man  receive*  1X4.00*. 
Of  mne  every  aaaa  cannot  equal  tbeee  brilliant  latfaaiai,  trot  number- 
free.  tl.KM)  to  110.000  a  rear.     The  work   la 
latereatlac  and  the  rewajda  an  bl».     Thoo- 
now.     Whr  don't  roa  qaallfr  far  eee  of 


•andi  of  awn  an 
M«  par  >oUT 


Learn  in  Spare  Time 

Tee  can  quickly  maater  the  eeenta  of  traffic  management  throncb 
our  trmple  method  of  apan  time  atody.  The  American  Commerce  Aaao- 
clation  itaff  of  expert*  can  qaallfr  roe  for  a  food  traffic  job  la  an 
amaiintly  abort  time.  Toa  don't  mead  to  take  a  •mnevt'i  time  from 
veer  prevent  work — and  after  roa  bare  qualified  we  aaaUt  roa  to  eerare 
a  well- paid  poeitlon 

Write  for  Free  Illustrated  Booklet 

Let  aa  tend  roa  tbla  free  Illuatrated  book  on  traffic  manacement  and 
traffic  mini* learner  Find  oat  what  we  have  done  for  hnndreda  of  mac- 
eaaefal  aiamliiri  and  what  they  aay  of  the  A.  C.  A.  Lean  bow  we  can 
help  yea  to  a  luting  inrcaaa  and  a  poeitlon  of  practice  and  baportaace 
Don't  delay  I  Brad  oa  a  poataj  today  I  Addreat 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  22-A  4043  Dre«el  Blvd.,  Chicago.    III. 
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Docket  of  the  Commission 


Note.  Item*  in  the  Docket  marked  with  an  asterisk  (•)  are  new. 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

February  6 — Indianapolis.  Ind. — Examiner  Witters: 

*  I.  and  S.  1481 — Brick,  clay  and  clay  products  from  Danville,  111.,   to 

East  St.  Louis.  111. 

February  6 — Toledo,  O. — Examiner  Carter: 

13375— Toledo  Produce  Exchange  vs.  Ann  Arbor  et  al. 

February  6— Salt  Lake  City,  Utah— Examiner  Gaddess: 
I.  and  S.  1445 — Coal  from  Wyoming  mines  to  destinations   in  Utah, 
south  of  Ogden. 

February  6 — Chicago,   111.— Examiner  Keeler: 

13107— The  National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 
February  8— Chicago,  111.— Examiner  Keeler: 
I.  and  S.  1456 — Elimination  of  Green  Fruit  Auction  Co.  from  list  of 

C.  M.  &  St.  P.  industries. 

I.  and  S.  1456  (first  supplemental  order) — Elimination  of  Green  Fruit 
Auction  Co.  from  list  of  C.  M.  &  St.  P.  industries. 
February  8 — Argument  at  Washington,  D.  C.: 
11375 — Meyersdale  Smokeless  Coal  Co.  vs.  B.  &  O.  and  Director  Gen.- 

eral. 

I.  and   S.   1434 — Proportional  grain  rates  from   Minnesota  and   Wis- 
consin to  eastern  destinations. 
February  8—  Mobile,  Ala.— Examiner  Clarke: 

Finance  Docket  1469— In  the  matter  of  application  of  Gulf  Ports 
Terminal  R.  R.  Co.  for  certificate  of  public  convenience  and  neces- 
sity. 

February  9— Minneapolis.  Minn. — Examiner  Carter: 

13226 — Andrews  Bros,  et  al.  vs.  A.  C.  &  Y.  et  al. 

I.  and  S.  1384 — Potatoes  from  Minnesota,  Wisconsin  and  upper  Mich- 
igan to  Central  and  Trunk  Line  territories. 
February  9^-Argument  at  Washington,  D.  C. : 

13078 — In   re  trackage  arrangements  between   the   Bingham   &   Gar- 

'   field  Ry.  Co.  and  the  Utah  Copper  Co. 

12969 — Divisions  received  by  the  Brimstone  R.  R.  and  Canal  Co. 
February  10 — Washington.  D.  C. — Examiner  Davis: 

*  Finance  Docket  2186 — In  the  matter  of  the  application  of  P.  &  W.  V. 

Ry.  Co.  to  acquire  control  of  West  Side  Belt  R.  R.  Co. 
February  10 — Minneapolis,   Minn. — Examiner  Carter: 

I.  and  S.  1468  and  first   sup.  order — Building  and  roofing  paper   be- 
tween  Western  Trunk   Line  points. 
11481— The  Certain-teed  Products  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

(In  connection  with  I.  and  S.  1468.) 
February  10 — Argument  at  Washington.  D.  C. : 
6490 — Anson,  Gilkey  &  Kurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 
8819 — West   Coast   Lumbermen's  Assn.    et   al.    vs.    Boston   &   Albanv 

et  al. 

February  10 — Chicago.   111. — Examiner  Keeler: 
13079 — H.  J.  Keith  Co.  and  The  John  Layton  Co.,  Inc.,  vs.  Director 

General. 
February  11— Washington,  D.  C.— Examiner  R.  W.  Clarke: 

*  Finance   Docket    1726— In    the   matter  of  application   of  U.    P.    R.    R. 

Co.  to  acquire  control  of  Saratoga  &  Encampment  R.  R. 
February   13— Atlanta,   Ga.— Examiner  Woodrow: 
12784 — Southeastern  Express  Co.  vs.  American  Ry.  Express  Co. 
12786 — Southern  Fisheries  Assn.   vs.  American  Ry.   Express  Co. 


February  13 — St.  Louis,  Mo. — Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment  (Mo.  Pac.  R.  R.) 
February  14 — New  York.  N.  Y. — Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957,  11985,  12063.  11940,  12118  and  12094. 
February  14 — Washington,  D.  C. — Examiner  Disque: 

*  I.  and  S.  1476— Class  and  commodity  rates  from  Chicago  and  other 

points    to    south    Atlantic    and    gulf    ports    for    transshipment    via 
Panama  Canal. 

*  Fourth  Section  App.  12115. 

February  14 — Alamosa,  Colo.— Examiner  Gaddess: 
13267 — San  Luis  Valley  Federation  of  Commerce  et  al.  vs.   Director 

General,  D.  &  R.  G.  W.  et  al. 
February  15 — Washington,  D.  C. — Examiner  Mattingly: 

*  11860 — Montana  rates  and  fares   (fares  and  charges  of  Butte,  Ana- 

conda &  Pacific  Ry.). 
February  15 — St.  Louis,  Mo.— Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment   (St.   L.   S.   W. 

Ry.). 
February  15 — Alturas,  Calif.— Railroad  Commission  of  California: 

Finance   Docket   1796 — In   the  matter  of  the  application   of  Nevada- 
California-Oregon  Ry.  for  a  certificate  that  public  convenience  and 
necessity  will  permit  abandonment  of  its  line  between  Hackstaff, 
Calif.,  and  Lakeview,  Ore. 
February  15 — Argument  at  Washington,   D.  C.: 

13071 — In  the  matter  of  intrastate   rates  of  the  Terminal   Ry.    Assn. 
of  St.  Louis  and  other  carriers  within  the  state  of  Illinois. 

11425 — John  Kline  Brick  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 
February  16 — Argument  at  Washington,  D.  C. : 

11339 — St.   Louis  Chamber  of  Commerce  et  al.  vs.   Director  General. 
Terminal  R.  R.  Assn.  of  St.  Louis  et  al. 

10937— J.  Warshafsky  &  Son  vs.  T.  R.  R.  A.  of  St.  L.  et  al. 

11019 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11043 — Missouri  Malleable  Iron  Co.  vs.  T.  R.  R.  A.  of  St.  L.  et  al. 

11043  (Sub.  No.  1)— A.  Wolff  Iron  and  Metal  Co.  et  al.  vs.  T.  R.  R. 
A.  of  St.  L.  et  al. 


SALE  OF  EQUIPMENT  CERTIFICATES 

Additional  sales  of  equipment  trust  certificates  have  been 
announced  by  the  Director  General  of  Railroads  as  follows: 
To  Lee.  Higginson  &  Co.,  New  York,  a  total  of  $537,500,  made  up 
of  $62.500  of  Kansas  City  Terminal  certificates;  $114,000  of  Ter- 
minal Railroad  Association  of  St.  Louis  certificates;  $196,500  of 
Indiana  Harbor  Belt  certificates;  and  $164.500  of  Monongahela 
Railway  certificates.  All  these  certificates  mature  from  1923  to 
1927,  inclusive.  Announcement  also  was  made  that  $5,834.400 
of  Pere  Marquette  certificates,  maturing  from  1923  to  1935,  in- 
clusive, have  been  sold  to  the  Guaranty  Company  of  New  York 
and  associates,  and  $695.500  of  Maine  Central  certificates,  ma- 
turing from  1923  to  1935,  inclusive,  to  Harris.  Forbes  &  Co.. 
New  York.  The  sales  of  the  Pere  Marquette  and  Maine  Central 
certificates  were  sold  subject  to  the  execution  of  the  amend- 
ment to  the  subordination  provisions  of  the  equipment  trust 
agreements. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Requests  for  official  transcripts  of  testimony  taken  in  proceedings  of  tbe  Commission  throughout  the 
country  (except  Washington)  should  be  addressed  to  THE  STATE  LAW  REPORTING  COMPANY.  Official 
Reporters  I.  C.  C.,  Wool  worth  Building,  New  York,  or  placed  with  the  Official  Reporters  in  attendance 
at  the  hearings.  Authentic  copies  of  transcripts  can  be  had  from  no  other  source.  The  cost  of  tran- 
scripts is  placed  at  the  nominal  rate  of  12'  ^  cents  a  page,  fixed  by  the  Commission. 

TRANSCRIPTS  OF  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1,  1920,  CAN  BE  FURNISHED. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE      THE 
INTERSTATE  COMMERCE  COMMISSION 


•  COKQI  H.  BROWN 


OBOROB  L.  BOTLB 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Sp«dml  attention  to  Freight  Rate  Adjuitmr.ii 

tad  Practice  before  the  Interstate 

Commerce  Commitiioa. 

Room  SO*  American  National  Bank  Buildinf 
Telephone  Main  470*  Washington,  D.C. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 

277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDG,  WASHINGTON,  D.  C. 

(For  a  number  of  years  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.  • 


GEORGE  T.  BELL 

COMMERCE  COINSEL 

For  five  years  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Munscy  Bldg.,  Washington,  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HATD 

ATTORNEY    AT    LAW 

1411-18    Liberty    Central    Trust    Building. 

St.  Loult.  Mo. 

Special  attention  to  mattera  before  Inter- 
state Commerce  and  State  Commlaaioni  an* 
'all  road  and  rate  litigation  and  cialma 
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l)Meft  and  plares  of  h*-urlng*  and  HrK*nn«'titr) 


THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone.  Main  «4t 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone.  Harrison  SUM 


Three 
Exclusive  Features  of 

Mid -West  Boxes 


1   Triple  tape  corners     a  patented 
*  reinforcement  that  prevents 
tapes  splitting  and  peeling. 

* 

O  Offset  score     makes  end  flaps 
"  close  with  a  tight,  strong,  per- 
fect contact. 

O  Water-proof  corrugated   con- 
*^  tainers.     Ideal    for   export,    for 
conditions  or  contents  that  de- 
mand complete  protection  from 
heat,  cold  and  water. 


A  corps  of  experienced  pack- 
age designers  are  maintained 
to  help  our  customers  solve 
their  packing  problems. 

Our  "Perfect  Package"  Data 
Sheet  has  saved  other  concerns 
thousands  of  dallars — free  on 
request. 


MID- WEST  Box  COMPANY 


Corrugated 

Fibre-Board 

Products 

Factories 

Andenon,  Indiana 
Kokomo,  Indiana 
Cleveland.  Ohio 
Fairmont.  W.  V. 

Chicago 


Solid  Fibre 
Container! 

General 
Offices 

Conway  Building 
Chicago 


operate  our  own   Box  board  and  Strawboard  Mill* 
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PAGE  &  JONES 

IN/IOBIL.E,    ALABAMA 


\""-\:a%i          MK*7i 

r.Au$Tigg    \          i  ,,w  o.uJjp ; 

^^I     v^i.  _      J3t        /v  •  ^v 


JtLpj^eZ-  V£_ 

TC»    o""    ,ci    ,<>.,» 


NC^XMAJiTINKJUE  l.(lp.) 
S  rLuciA  I3LANM 


KaiL-1  HcNully  &  Co 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile   to  Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building  BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 

IRVING  H.  HELLER,  Manager        .  CEO.  C.  McLAUGHLIN,  Manager 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  West  Adams  Street 
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Wetzel  Drop  Front 
Tariff   Files 


(PATENTED) 


The  Best  File  for  Filing  and  Referring  to  Tariffs  Instantly 

NO  INDEXING  REQUIRED 


Efficient 


Convenient 


Simple 


_ 

Ft.    W.rtfc.   T«m. 
anr.   Ft.    Wvrtk.  T 


•ONE    SATISFIED   OIL   COMPANIES  THAT 
CBBB8  : 

(,«n»r«l     l'nr»ttmm    (  o—p.nr.     L*»    A  •*••!••.    Cat 
The   8lrrl.ni    Oil   *   R*«IMIIC   Cfc.   WirhiU.    K.n. 
Whil<   K.ilr   fttrntrmm  C«Bp**r.  Clunilt.   Kan. 
Cwfen  *  CMDPCBT.  TBlta.  OkU. 
Sinclair   Oil   *    (iu   C*..  Tllta.   Okl. 
<  h.mphn    fcXmnc   C»mr*mj.    E»M.   OkU. 
Oil  C*.  W 

Oil  C*.  •( 

M*ntr«M   Oil   t*mr*n 
l«ip«ri»l    lUlninc   I  • 
lw,p..(»r   Oil    Kr«nrrK«.    H  »•«<»•.   T 
Hunt.!.   Oil   ft    Krlninc   4V.   Il.a.1.11.   Tn. 
•>»»<•  r<   Oil  CMBtwiir.   LMtoTill*.   Ky 
Cr«t   •••tfcirii  •«••!••  r»»n»y.  Lratactaa.  Ky 
HMlWrn   Oil    C'*rp*r«li»n.   (  kir«io 
M.nk«lt.n   I.iiur.4  *  Oil  (  •«p>n7.  81.  P..  I.  Mian 
lndi.k«M>   Kr«r>in(  CMBp«B7.  Be   LMU.   M». 
Mutual    Oil   <  onpant.    K.n...    I  n».    M*. 
Arm»    P*tn>lf»i   (  ••ip.nr.   KMMW  City,  M*. 
N*rtkw«*lrrii    Oil    ('••p«iir.   fl«p«ri«y,   Wl*. 
J««.   B.  Btrir'i  B*n«  (  owp.n..  Oil   I  ii«.   r. 
lndrp«n<lrnl    k»«nin,    (  oi.p.n..    Oil    I  ,l..    I'. 
W«rr»n   Oil  «'«.  W   P«nn.rl«.ni«,    Warrra.   P». 
Pi«m   Oil    I  •rp«r«(i«n     Nrw    Y»rk. 
s>-    OrWsiM  KtlBluc  (  .Bpanr.  N*w  Twfc. 


— Tl— Top    Swtloti 


-T2— Tariff  01* 
•action  with 
M  — 1  Inoh 
Drop    front 


T  3     T  .  r  I  (T  Alt 
(faction  with 
II  —  t  Inch 
Drop   front 
Drum 


TJ     «  I  I  (1  1  Bf 
Bhalf  Sae- 


— T*— T  a  r  I  IT  Ilia 
•action  wlUi 
It  — 4  look 
Drop   front 
Drawara. 


T»  Two-draw 
•Mnc*  Bas- 
il on. 


-T7— 8  a  n  I  ta/r 
Bail  Sao- 

Uoc. 


A  STACK  OF  WETZEL  DROP  PROMT  TARIFF  FILE  SECTIONS 

(Measuring  outside  45  inches  wide,  57%  inches  high  and  13  inches  deep) 

Start  with  any  number  of   sections  and  build  up  as  your  requirements  grow 

P.  A.  WETZEL  COMPANY 


MANUFACTURERS 


Salesroom: 

1351   Marquette  Building,  Chicago 

Telephone:  Central  2845 


Addr«M  all  correspondence  to 

General  Office  and  Factory; 
Springfield,   Illinois 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,    SAN  DIEGO 
LOS  ANGELES,  SAN  FRANCISCO,  PORTLAND,  SEATTLE ,  TACOMA 


MOBILE,  NEW  ORLEANS,  SAN  DIEGO,    LOS  ANGELES 
SAN  FRANCISCO,     PORTLAND,     SEATTLE,      TACOMA 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Island*. 


Marquette  Blclg. 
Chicago 

Pierce  Building 
St.  Louis 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 

Lafayette  Bldg.         Oliver  Building       1024  Prudential  Building      Central  Bldg.    Merchants  Exchange 
Philadelphia  Pittsburgh  Buffalo,  N.  Y.  Los  Angeles  San  Francisco 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Railway  Exchange 
Portland 


L.  C.  Smith  Bldg. 
Seattle 


The 

Texas  Mexican 

Railway  Company 


j  _T»  St.  Louis  and  Mnsas  Citj 


Traffic  Representatives: 
C.  M.  Fish, 
Traffic  Manager, 

Laredo,  Texas 
W.  C.  Beaman, 
Asst.  Traffic  Manager, 

Laredo,  Texas 
J.  P.  Craven, 
General  Agent, 

Laredo,  Texas 
C.  W.  Fish, 

Foreign  Freight  Agent, 
916  Chemical  Building, 

St.  Louis,  Mo. 

Mr.  Consignee: 

Ixtle,  Sisal,  Hides, 
Skins  and  Hair,  Metals 
(Silver,    Copper,   Lead   and 
Zinc),  Arsenic,  Turpentine,  Can- 
delilla   Wax,      Pecans    (in    season), 
Rubber  (Crude),  Coffee,  Beans,  Baskets, 
Pottery,  Bones,  Sarsaparilla  Root,  Manganese 
Ore,  Rope  and  Twine,  Garlic,  Mercury  and 
Crude  Petroleum  are  the  chief  articles  of  im- 
portation from  Mexico.     These  articles  when 


imported  are  shipped  to  various  points  in  the  United  States,  and  some  to  European  destinations. 

There  is  usually  a  supply  of  Ixtle  in  storage  at  Laredo  ready  for  immediate  shipment.  Should 
you  be  interested,  write  or  wire  us  and  we  will  be  pleased  to  put  you  in  touch  with  the  shipper. 

Should  you  be  in  the  market  for  any  of  the  other  articles  mentioned  above,  let  us  know. 
Do  not  hesitate  to  avail  yourself  of  our  service.  The  Texas  Mexican  Railway  Company  pays  us 
to  render  you  this  service.  The  only  cost  to  you  will  be  a  two  cent  stamp  to  mail  your  letter. 

C.  M.  FISH,  Traffic  Manager. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO.  ILL. 


I.    Frftetmh  Y«r 
MrfrberofA    B   C 

A  working  tool  for  traffic  men.  both  industrial  and  railroad:  a  natioml  journal  of  transportation  news:  independent  as  between  carrier  and  shipper 
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E.  F.  HAMM. 

HENRY  A.  PALMER.  EdMor 

H.  W.  KELLOGG.  A 
8.  J.  HAMM,  MM.W. 

rva  Donrum.  W 


W.  C  TYLER.  SOTtuy-Trauu 
E.  C  VAN  ARSDEL.  Buim» 


n.Muu.ir 
E.  HEISS. 


CW. 


•n  portbh  in  xiwa  and  rm»  m«M««liti»y  •!  ond  of  ponod  unl*M 


do  p.r»bl.   to  infer  of  THE   TRAFFIC   SERVICE   COR 
bo  m  Ctai*  v  NOT  York  oviun**. 


rORATON.  QM»«A  «* 


TERMS  OF  SUBSCRIPTION 

ONE  YEAR 110.00 

SIX  MONTHS »N 

THREE  MONTHS XM 

SINGLE  COPY 2$ 


4I8-4JO  South  Market  Street 
CHICAGO.  ILL. 


Colormdo  Buildmg.  ' 
WASHINGTON.  D.  C. 


Regular  subscribers  for  The  Traffic  World,  when  in 
Washington,  D.  C..  may  obtain  copies  of  the  magazine 
at  our  Washington  office  in  the  Colorado  Building. 


RIVERS  AND  HARBORS 

The   call    for    the    seventeenth   c«  m\  cntion    of   the    Na- 
ti.»nal    Rivers   and    Harbor-    (.  opgrc--    i-    i— ued    by   en- 
thusiasts, and    -omc   allowance   t-   to  bo   made   for  that. 
\llo\\.incc  i-  also  to  IK-  made  lor  the  fact  that  the  nu-n 
intere-ted  in  the  work  of  thi-  omgre--  arc  ii"t   -indents 
•an-portation  in  the  v\id<-  -en<e.     They  have  a  hobby. 
and  to  them  their  object  i-  tin-  one  to  be  achieved  ahead 
;ll  other-.      Hut   the  problem  of  river  and  harbor  de- 
pment    i-    e— cntially    a    transportation    prolilem    and 
tin-  attenti'in  »i  the-e  cnthu-ia-t-  ought  to  be  called  I" 
-OIIH-   pha-e-  <>f   it    that   have  escaped   their  attention. 

Speaking  of  the  policy  of  government  development  of 
waterways,  the  call  for  the  convention   justifies  the  nc- 
:'ur  river  improvement  and  increa-ed  river  tran-- 
••ation.  by  p-.intinjf  t<»  the  delay.  an«l  embarRiK-s  that 
periled    the    country"    in"  the   late    war;    the    average 
mon-  than  100.000  cars"  in  1920:  the  fact- 
to  lack  of  new   railroad   o-n-t ruction  and   the  aban- 
donment of  old  lines;  the  falling  off  in  the  building  of 
new  equipment — in  other  word-,  what  it  terms  the  rec- 
ord of  railroad  inadequacy.     It  argues  from  thi-  the  need 

•ther  agencio-  of  tran-portation. 

\--ume  the  corn-cine—  of  all  the-e  people  -ay  about 
the    inadequacy    of    the    railroad-     and    much    of    it    will 
e  true  when  and  if  there  i-  a  bu-in<-—  revival.    What 
n   for  it?     At   lea-t   in   part,  the  rea-on    t-   the 
rtage  in  the  revenues  of  the  carriers,  and  that  short- 
age   i-    brought    about    by    government    railroad    policy. 
v.  then,  -hall  we  cure  the  situation  by  further  ham- 
pering the  carriers  in  the  obtaining  of  necessary  revenue 
giving  them  unfair  competition  through  government- 


or  aided  water  lines?  We  do  not  object  to  proper 
improvement  and  maintenance  of  rivers  and  harbor-  by 
government  at  the  public  expense,  but  we  say  the  boats 
that  use  them  in  commercial  competition  with  the  rail- 
roads should  pay  for  their  use.  There  may  be  arguments 
on  the  other  side  but.  certainly,  it  is  not  a  good  one  to 
urge  the  promotion  of  water  line-  aa  a  remedy  for  rail- 
road inaje«|ii;u  \ .  l-'.v  i-ryone  will  admit  that,  with  all 
their  faults,  the  railroads  are  and  must  continue  to  be 
our  principal  agency  of  transportation  in  this  country. 
That  being  true,  the  cure  for  inadequacy  of  transporta- 
tion j-  to  do  what  we  can  to  enable  the  railroads  to 
function  properly.  When  our  government  policies  arc 
Mich  that  the  railroads  can  take  care  of  themselves,  it 
will  be  well  enough  to  think  about  sub-idy  for  additional 
agencies.  Kvcn  when  the  time  comes,  if  it  does  come, 
that  water  service  -hoiild  be  developed,  we  shall  -till 
think  that  government  ought  not  to  aid,  at  the  expense 
of  public  taxation,  private  enterprises  that  compete  with 
rail  carrier-  * 


COST  OF  NATIONAL  AGREEMENTS 

The  railw.i\  executive-,  in  the  bulletins  they  send  out 
for  publicity  purpose-.  ha\e  not  neglected  to  lav  -tre-- 
on  that  part  of  the  statement  made  by  former  I  Jirector- 
<  icneral  Mines  in  the  general  rate  inquiry  in  which  he 
-aid  that  a  general  reduction  in  rates  was  not  called  for 
on  the  ground  that  the  earnings  of  the  railroads  were 
too  high.  But  they  have  neglected  tlius  far  to  put  out 
anything  to  meet  that  part  of  the  statement  of  Mr.  lline- 
disputing  or  disagreeing  with  railroad  figures  as  to  the 
burden  on  railroad  operating  costs  of  the  so-called  na- 
tional agreement-  a-  to  rule-  and  working  conditions. 
U*. •  Iline-  pla.-.-d  the  figure  at  $209.000,000.  Other 
estimates  from  railroad  -mirce-  ha\e  run  a-  high  .1- 
S450.000.000.  It  i-  important  that  this  figure  be  estab- 
li-hed  with  some  degree  of  accuracy.  Mr.  Mines, 
though,  of  course.  In-  i-.  in  a  way,  -peaking  in  hi-  own 
defen-e.  i-  a  pretty  good  authority.  If  he  is  wrong  bi- 
error  -hould  be  made  clear  by  the  railroad  executive-. 
If  he  is  right  we  should  know  it.  There  is  plenty  of 
loom  for  variance  in  e-timale-,  no  doubt,  but  the  vari- 
ance ought  not  to  be  -o  great  as  this.  The  carriers  have 
said  frequently  that  it  was  not  so  much  the  scale  of 
wage-  they  were  compelled  to  pay  (though  the  scale 
was  too  high)  as  the  effect  of  the  national  agreement- 
that  ha-  -ent  their  operating  costs  to  a  point  where  they 
are  entirely  out  of  reason.  If  they  have  made  an  error 
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GULF,  MOBILE  t  NORTHERN 
RAILROAD 

AMD   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  A  N.  R.  R..  M.  &  9.  R.  R.,  N.  C. 

&  St.  L.  Ry..  via  Jackson,  Tenn..  Southern  Ry.  via  Middleton,  Tenn., 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany.  Miss.,  A.  &  V.-V.  S. 
&  P.  Rys.,  via  Newton.  Miss.,  Vicksburg.  Miss.,  and  Shreveport,  La.. 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  line* 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


Mile* 
4:30  p.  m.  0  Lv. 

12:30  a.  m.  83  Lv. 

12:47  p.  m.  next  day  247  Ar. 
3:25  p.  m.  next  day  261  Ar. 

4  :20  p.  m.  next  day  298  Ar. 
4:10  a.  m.  2nd  day  410  Ar. 

5  :40  a.  m.  2nd  day  448  Ar. 
2:30  a.  m.  2nd  day  356  Ar. 
5:30  p.  m.  2nd  day  {29  Ar. 


Jacluon,  Tenn.      Ar.     8:00  a.  m.  2nd  day 
New  Albany,  Miss.  Ar.  12:30  a.  m.  2nd  day 
Newton,    Miss.      Lv.  11:55  a.  m. 
Meridian,  Miss.     Lv.     7:35  a.  m. 
Laurel,    Miss.        Lv.     8  :45  a.  m. 
Mobile,     Ala.         Lv.  10:00  p.  m. 
New  Orleans,  La.  Lv.     S  :40  p.  m. 
Vicksburg,  Miss.  Lv.     5:00  a.  m. 
Shreveport,  La.     Lv.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

.  Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel.  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gulfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 


MR.  SHIPPER:— 

The  NATCHEZ  ROUTE  is  specializing  in  reliable  service.  Its 
schedules  coordinated  with  those  of  its  connections  assure  continuous  through 
movement.  Absence  of  large  terminals  en  route  eliminates  delays  at  inter- 
change points  and  a  complete  system  of  passing  reports  enables  us  to  give 
you  prompt  information  about  the  movement  of  your  freight. 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN points  it  will  pay  you  to  investigate  the  service  via  this  new 
direct  route. 

Route  from  the  West  via  M.  K.  &.  T.,  K.  C.  S.,  S.  P.  or  T.  &  P., 
Shreveport,  La.,  St.  L.  S.  W.,  Stamps,  Ark.,  Frisco  or  Mo.  P.,  Hope,  Ark., 
care  Natchez  Route. 

Route  from  the  East  via  L.  &  N. -Mobile  or  Southern  Railway  Hatties- 
burg,  care  Natchez  Route. 


SOUTH - 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


Traffic  Department  Representatives: 

C.  G.  Lang,  W.  S.  Cornell,  H.  R.  Whiting, 


Commercial.  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


_.  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.     622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 

Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 
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in  their  computation  or  have  been  careless  in  their  use 
of  figure*,  the  situation  will  he  materially  changed. 

Much  of  what  Mr.  I  lines  told  the  Commission  and  of 
what  his  predecessor  in  the  office  of  Director-General, 
Mr.  McAdoo,  told  the  Senate  committee,  however,  dealt 
with  things  that  are  now  ancient  history.  That  water 
is  over  the  dam.  \\"e  do  not  see  why  the  record  should 
be  burdened  with  it.  Still,  it  is  interesting  to  hear  Mr. 
McAdoo  explain  how  government  operation  was  the  *al- 
vatinn  of  the  railroad-  :  in  what  had  condition  they  were 
when  the  government  took  them  over;  and  in  how  much 
better  condition  they  were  when  the  government  turned 
them  back.  The  information  he  gave  the  committee 
along  this  line  does  ti"t  agree  with  the  general  opinion 
of  railroad  men  nor  with  that  of  the  public.  Hut  what- 
r  government  operation  did  to  them 'or  for  them,  let 
us  busy  nurselve>  with  seeing  what  ought  to  be  and  can 
be  done  for  them  and  with  them  now. 


INACCURATE  PLEADING 

\Ve  have  consistently  advocated  the  abolition  of  the 
Labor  P.oard.  but  we  are  fair-minded  enough  to  believe 
that  the  lx>ard  should  be  allowed  to  make  out  as  much 
of  a  CMC  for  itself  as  it  can.  \\  e  are  even  willing  to  go 
further  and  help  it  in  making  out  it-  ca-c  by  calling  its 
attention  to  the  fact  that  it  is  going  about  it  in  the 
wrong  way. 

Since  the  appointment  of  Hen  \Y.  Hooper  to  the  !• 

his  oratorical  power*  have  been  freely  used  in  an  effort 

to  justify  the  existence  of  that  body  by  frequent  re-.-itaU 

work  it  has  .lone.     That  is.  perhaps,  proper. 

I'ui   it   is   far  from  proper  for  Mr.    Hooper  to  allow   his 

il   and   enthusiasm    t..   displace   his   gIHi<l   sense   f  the 

point  of  making  such   inaccurate  statements  a-  he   made 

in  before  the  National  Civic  Federation,  in  New 

k,  last  week.     In  an  endeavor  to  add  force  to  his  plea 

that  the  transportation  act  be  amended  to  give  the  Labor 

ird   power  to  inflict   penalties  for  the  violation  of  it* 

IU,  Mr.   Hooper  -.nd  the  board  needed  that  p> 
"a  hundred  fold  more  on  account  of  the  carriers  than  on 
account    of    the   emplo\es."       \tnplif\ing    this    statement, 
he    went   on   to   | 

So  far,  there  have  bevn  practically  no  violation*  of  the  board'* 

•  ion*  by  employe*.    Ju*t  now  I  recall  only  the  one  inm.: 
In  which  one  cla*a  of  employe*  on  one  road  In  Texa*  actually 
went  on  *trike  la*t  October.     If  thi*  In  not  the  only  Inntanre  In 
which   \hf   employe*   hare  ever  violated   the   board'*  decision*, 
my  memory  I*  at  fault. 

The  inntanri-K  in  which  the  carrier*  have  Ignored  and  flouted 
the  decision*  of  the  board  are  too  nume/ou*  to  mention.     A*  a 
the*e  violation*  have  been  perpetrated  by  *mall  or  second 
rale  road*.    Nearly  all  the  large  railroad*  have  shown  commend- 
able zeal  In  their  cooperation  with  the  board.     I  »ay  nearly  all. 

lyzing    Mr.    Hooper's    last    statement,    it    will    be 

found    that    he    base-    his    statement,    "too   numerous    to 

mention."  on  a  numl>er  of  short-line   railroads   that  cut 

-•>mc   time  ago   without    the   board's   permission. 

Thi  -  have  al  •  tended  that  their  cases  v 

;>crly   before   the   b  >.ird.      Tin-   transportation   act 

-    the    procedure    to    be    followed    in    finding   any 

fy  in   violation  of  orders  of  the  board,  and   thi-  pro 

iieeti  adhered  to  in  the  case  of  the  short-line 

lentioned.  so  far  as  citation  and  hearing  on   the 


question  is  concerned.  Although  these  cases  have  been 
before  the  board  for  a  long  time — some  of  them  as  much 
i  year — no  decision  has  been  handed  down.  There- 
fore, as  we  see  it,  according  to  the  axiom  that  every 
man  is  considered  innocent  until  proved  guilty.  Mr. 
Hooper  was  not  warranted  in  enumerating  them  as  vio- 
lators of  the  law.  C'oming  as  it  does  from  the  lips  of  a 
member  of  the  quasi-judicial  body  which  is  pondering 
the  matter,  the  statement  smacks  of  pre-judgment. 

And  when  he  says  nearly  all  the  larger  roads  have  co- 
operated with  the  board,  emphasi/.ing  the  "nearly."  the 
ex-governor  of  Tennessee  undoubtedly  refers  to  two 
groups  in  one  of  which  stands  the  lYnn.sylvania  System, 
alone,  and  in  the  other  three  or  four  roads  that  have 
cut  wages  or  changed  working  conditions  in  compliance 
with  orders  from  the  United  States  district  courts.  The 
latter,  of  course,  are  "in  violation"  of  the  board's  deci- 
sions through  no  fault  of  their  own;  neither  has  the  con- 
duct of  any  of  them,  that  we  remember,  been  of  the  kind 
that  w<juld  warrant  accusing  them  of  "ignoring  and 
flouting  the  decisions  of  the  board." 

The  Pennsylvania  controversy  is  an  issue  in  itself  and 
one  which,  as  is  common  knowledge,  the  board  has  wel- 
comed. So  long  as  the  railroads  adhere  to  their  pa-t 
practice  of  accepting  such  of  the  board's  decisions  as 
seem  to  them  fair  and  jiist.  and  in  proceeding  in  an 
orderly  and  regular  manner  to  contest  those  that  to 
them  do  not  seem  fair  and  just,  we  do  not  think  that 
the  power  to  inflict  penalties  by  the  board  is  needed  "a 
hundredfold  more  on  account  of  the  carriers  than  on 
:mt  of  the  employes." 

\\  e  do  not  know  exactly  what  kind  of  organi/ation  the 
National  I'ivic  Federation  is.  but.  to  judge  from  Mr. 
Hooper's  -pirited  defense  of  organi/ed  labor,  it  might 
l>c  composed  of  railroad  worker-.  He  definitely  points 
out  the  strike  of  trainmen  on  the  International  and 
lireat  Northern,  last  (  Jc.tobcr,  as  the  only  violation  of 
the  board's  decisions  ever  committed  by  railroad  work- 
er-. Perhaps  that  i-  true,  technically.  Hut  were  he  to 
apply  the  same  yardstick  to  the  workers  that  he  applies 
to  the  railroads — that  an  allegation  of  violation  makes  it 
a  fact  his  memory  could  not  be  faulty  enough  to  fail 
in  the  recollectir.n  of  the  defiance  and  contempt  with 
which  the  board  and  the  law  were  treated  by  the  broth- 
erhood- last  fall.  And.  surely,  he  has  not  failed  to  read 
in  t  IK  daily  prc--  of  the  strike  ballots  and  the  discussion* 
a?Ro  acceptance  or  non-acceptance  of  new  working  rules 
which  have  taken  place  among  the  other  railroad  labor 
organization-. 

To  u-e  an  instant  case:  There  has  been  no  mo\ .  ,,n 
the  part  of  Mr.  Hooper  or  any  other  board  member  to 
rush  to  Big  Stone  dap.  Virginia,  there  to  placate  the  of- 
ficials of  the  Interstate  Railroad,  who  were  recently  cited 
for  alleged  failure  to  comply  with  one  of  the  board'* 
orders  requiring  them  to  reinstate  two  discharged  em- 
ployes, and  to  as*uie  them  that  any  case  against  them 
would  be  on  the  bottom  of  the  docket  and  would  not  be 
considered  until  all  others  were  disposed  of.  Yet  that 
is  what  was  done  in  the  case  of  the  brotherhoods  above 
mentioned. 

Were  an   excu-e  needed   for  those  railroads  that  have 
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sought  recourse  from  the  board's  decisions  in  the  courts, 
it  would  only  be  necessary  to  point  out  that  the  situation 
of  the  opposing  parties  in  railroad-labor  disputes  arc  not 
analagous.  When  a  decision  of  the  board  does  not  suit 
a  worker,  it  is  only  necessary  for  him  to  draw  his  pay 
and  go  to  work  somewhere  else.  Such  an  action  never 
reaches  the  ears  of  the  board  and,  therefore,  cannot  be 
construed  as  ignoring  and  flouting  the  board's  lawful 
authority.  The  railroads,  on  the  other,  hand,  however 
much  they  may  feel  that  the  board's  findings  are  unfair 
and  unjust,  must  keep  on  running.  They  cannot  tear 
up  their  rails  and  go  into  some  other  business.  Where, 
therefore,  can  there  be  any  objection  on  the  part  of  fair- 
minded  men  when  such  a  road  sees  fit  to  win  what  it 
considers  justice  for  itself  by  peaceful  and  lawful 
methods  ? 


ILL.  CENTRAL  PUBLIC  RELATIONS 

How  a  frequently  renewed  invitation  to  the  public  for  con- 
structive criticism  of  a  railroad  has  served  to  strengthen  the 
bonds  between  the  carrier  and  its  patrons  and  promote  more 
efficient  operation,  has  been  demonstrated,  it  thinks,  by  the  ex- 
perience of  the  Illin.  is  Central  System  in  the  last  seventeen 
months.  Beginning  with  the  termination  of  the  federal  guaranty 
period,  the  Illinois  Central  System  has  followed  a  program  for 
the  cultivation  of  its  public  relations  based  on  an  invitation  for 
the  public's  constructive  criticism  and  suggestions.  The  plan 
has  had  remarkable  effects,  it  says,  in  awakening  greater  interest 
in  railway  affairs  in  the  territory  served  by  Illinois  Central  lines 
and  in  encouraging  employes  to  make  increased  efforts  to  per- 
form a  service  that  will  be  pleasing  to  the  public. 

A  letter  from  President  C.  H.  Markham  to  patrons,  telling 
them  that  the  railroad  had  been  handicapped  by  war  conditions 
in  performing  efficient  service  at  all  times  and  assuring  them 
that  every  effort  would  be  made  to  restore  the  property  speedily 
and  render  service  100  per  cent  efficient,  was  the  overture  to  the 
public  relations  program.  President  Markham  in  this  letter  sug- 
gested that  patrons  take  any  complaint  they  might  have  direct 
to  the  management,  and  invited  constructive  criticism  and  sug- 
gestions. 

Following  this,  statements  discussing  railway  matters  as 
they  relate  to  the  Illinois  Central  System  and  its  patrons  have 
been  published  monthly  over  Mr.  Markham's  signature  in  adver- 
tising space  in  the  daily  and  weekly  English  language  news- 
papers of  general  circulation  on  the  lines  of  the  Illinois  Central 
System — about  475  in  all.  Bach  statement  is  concluded  with  a 
renewal  of  the  invitation  for  constructive  criticism  and  sugges- 
tions. 

As  each  statement  has  been  informative,  as  well  as  of  an 
editorial  nature,  the  series  has  led  to  considerable  discussion 
of  railway  affairs  in  the  newspapers  in  which  the  advertising  is 
published.  Not  every  newspaper  ha.s  been  receptive  to  the  views 
advanced  by  Mr.  Markham  in  his  monthly  public  discussions, 
but  a  respectable  portion  of  the  press  has  devoted  news  or  edi- 
torial space  to  encouraging  a  full  discussion  of  the  subjects  dealt 
with.  Reports  from  representatives  of  the  railway  system  in 
the  various  localities  and  information  from  other  sources  indi- 
cate that  these  discussions  have  attracted  the  attention  of  busl. 
ness  and  professional  men  and  farmers. 

This  free  discussion  of  railway  policies  and  affairs,  based 
on  information  given  by  a  railway  president,  has  been  produc- 
tive of  a  much  better  understanding  of  railway  problems  among 
the  patrons  of  the  Illinois  Central  System,  according  to  Presi- 
dent Markham.  This  is  brought  out  in  numerous  ways.  One 
barometer  of  public  opinion  that  seldom  fails,  especially  in  the 
smaller  communities,  where  the  popular  view  is  perhaps  more 
diligently  reflected  in  the  press,  is  the  community  newspaper. 
Nearly  all  the  newspapers  located  on  the  Illinois  Central  System 
are  friendly  to  that  company  and  are  committed  to  the  policy  of 
private  operation  of  the  railroads,  it  is  stated. 

The  newspapers  in  the  territory  of  the  Illinois  Central  Sys- 
tem are  virtually  unanimous,  it  is  stated,  in  demanding  that 
the  railroads  have  a  square  deal  at  the  hands  of  the  public,  both 
in  their  treatment  as  a  whole  and  in  the  treatment  of  this  par- 
ticular  system  in  the  various  communities  of  which  the  papers 
are  the  spokesmen.  Letters  to  Mr.  Markham  and  other  officers 
indicate  that  patrons  are  responding  to  the  management's  state- 
ment that  it  holds  itself  in  readiness  to  meet  patrons  more  than 
half-way  in  giving  service. 

It  should  not  be  understood  that  all  the  benefits  from  this 
exchange  of  views  are  one-sided.  The  railroad  has  been  able  to 
learn  of  numerous  practices  which  needed  correcting.  When 
Mr.  Markham  broke  the  ice  by  insisting  that  patrons  criticize 


the  railroad,  the  invitation  was  immediately  accepted.  Some 
patrons  thought  claims  they  had  made  had  been  too  long  de- 
layed, some  wanted  minor  details  of  service  adjusted,  others  pro- 
tested against  some  other  phase  of  railway  operation — the  sub- 
jects covered  a  wide  range.  Every  letter  was  investigated  and 
replied  to. 

These  were  the  effects  which  the  management  had  antici- 
pated when  the  campaign  was  inaugurated,  although  they  were 
more  far-reaching  than  had  been  expected.  But  another  im- 
portant effect  has  been  the  strengthening  of  the  morale  of  the 
organization  of  the  railway  system. 

Under  the  usual  plan  of  organization  of  any  large  business 
enterprise,  the  executive  head  is  far  removed  from  the  points 
where  most  complaints  originate.  Complaints  are  lodged  with 
the  department  that  causes  them,  and  they  are  adjusted  without 
the  knowledge  of  the  executive.  The  chief  officer  of  the  institu- 
tion is  out  of  touch  with  patrons,  except  as  he  deals  with  them 
through  his  department  heads,  and  they  through  their  field  men. 
Mr.  Markham  shortened  the  route  which  complaints  must  travel, 
and,  in  doing  so,  the  spirit  of  courteous  and  efficient  service 
which  the  management  had  sought  to  impress  on  the  organiza- 
tion was  carried  down  the  line.  It  is  the  theory  that  when  com- 
plaints go  to  the  chief  executive,  the  field  men  have  an  incentive 
for  making  complaints  fewer.  Departments  and  divisions  began 
vying  with  each  other  to  reduce  the  number  of  complaints. 

President  Markham  asked  that  "good  service,  as  well  as 
poor,  be  called  to  his  attention,  and  he  has  received  numerous 
letter  from  patrons  telling  him  of  special  attention  received 
from  representatives  of  the  railroad  from  time  to  time.  Officers 
and  employes  performing  good  service  have  been  commended. 

The  plan  has  worked  out  in  making  complaints  fewer.  Mr. 
Markham  believes  that  a  railroad's  public  relations  must  be  built 
on  courteous  and  efficient  service  and  the  removal  of  practices 
which  cause  a  lack  of  harmony  between  the  railroad  and  its 
patrons,  and  in  his  effort  he  believes  he  has  the  support  of  the 
60,000  officers  and  employes  of  the  system. 


THE  LEHLBACH  BILL 

The  Traffic  World  Washington  Bureau 

The  Senate  committee  on  civil  service  this  week  reported 
with  amendments  the  Lehlbach  reclassification  bill  (H.  R. 
8928),  and  the  measure  was  referred  to  the  committee  on 
appropriations.  An  amendment  was  inserted  intended  to  re- 
lieve the  Interstate  Commerce  Commission  from  cutting  the 
salaries  of  employes  getting  from  $7,500  to  $10,000,  inclusive, 
but  the  amendment  is  not  regarded  as  satisfactory  by  those 
interested  in  the  situation. 

The  amendment  provides  "if  the  employe  is  receiving  com- 
pensation in  excess  of  the  range  of  salary  prescribed  for  the 
appropriate  grade,  or  class  thereof,  no  change  shall  be  made 
in  his  compensation  so  long  as  he  continues  in  the  same  posi- 
tion and  Congress  appropriates  therefor:  Provided,  that  such 
position  on  becoming  vacant  shall  be  filled  at  a  rate  of  com- 
pensation fixed  for  its  grade  or  class." 

Under  this  amendment,  those  with  the  Commission  getting; 
in  excess  of  the  maximum  salary,  which  the  amended  bill 
raises  from  $6,600  to  $7,200,  could  be  paid  their  salaries,  it  is 
believed,  only  if  Congress  in  each  instance  specifically  appro- 
priated the  money  therefor.  That  would,  it  is  pointed  out, 
enable  the  Commission,  with  the  approval  of  Congress,  to  con- 
tinue paying  the  salaries  in  excess  of  $7,200,  but  in  the  event 
Director  Colston,  for  instance,  should  resign,  his  position  would 
have  to  be  filled  at  the  minimum  salary  of  the  highest  grade, 
which  is  $6,000  under  the  revised  bill. 

The  revised  bill  increases  the  maximum  salary  of  employes 
in  grade  four  from  $4,620  to  $5,040,  in  grade  five  from  $5,460 
to  $6,000,  and  in  grade  six  from  $6,600  to  $7,200. 


VALUATION  LEGISLATION 

The  Traffic  World  Washington  Bureau 

A  favorable  report  on  the  valuation  bill  relieving  the  Com- 
mission of  the  duty  of  ascertaining  and  reporting  the  cost  of 
reproduction  of  carrier  lands  in  valuation  proceedings  was 
adopted  February  9  by  the  House  committee  on  interstate  and 
foreign  commerce.  The  bill  is  backed  by  the  Commission  and 
the  state  commissions  and  opposed  by  the  railroads. 


VALUATION    REPORTS 

The  Commission  has  issued  valuation  reports  on  the  prop- 
erties of  the  Fort  Worth  Union  Passenger  Station  Company, 
the  Franklin  &  Pittsylvania  Company,  the  Gainesville  &  North- 
western and  the  Greenwich  &  Johnsonville  Railway  Company. 
It  found  the  final  value  of  the  Fort  Worth  Union  Passenger 
Company  property  to  be  $210,230  as  of  June  30,  1916;  of  the 
Franklin  &  Pittsylvania  to  be  $328,308  as  of  June  30,  1916;  of 
the  Gainesville  &  Northwestern  to  be  $517,248  as  of  June  30, 
1916,  and  of  the  Greenwich  &  Johnsonville  Railway  Company 
to  be  $901,912  as  of  June  30,  1916. 
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The  Hoover  Testimony. — If  advertisement  of  self  or  wares 
be  one  of  the  chief  aims  or  duties  of  a  man.  Secretary  Hoover, 
by  his  testimony  in  the  Commission's  general  rate  Inquiry,  it 
has  been  suggested,  did  not  do  a  vara  thing.  The  secretary 
net  tongues  wagging.  Hoover  said  things  that  pleased  practi- 
cally every  interest  that  has  been  before  the  Commission.  Like- 
wise he  said  things  each  whole-heartedly  disapproved.  New 
Kngland.  for  instance,  it  Is  believed,  could  not  believe  there 

•  i  mid  be  a  just  upward  revision  of  class  rates,  although  It  might 
be  argued  that  If  the  rates  on  the  vast  quantities  of  raw  material 
carried  into  New  England  were  revised  downward,  that  territory 

•  ould  well  afford   to  pay   higher  rates  outbound,  or  charge  tbe 
excess  to  its  customers.    Judging  from  the  comments  on  it  Im- 
mediately after  its  delivery,  there  was  comfort  and  distress  in  it 
for  every  Interest.    The  southern  railroads  and  the  coal  people, 
however,  were  so  well  pleased  with  It  they  made  arrangements 
for  circulating  it  by  the  thousands,  thereby  giving  it  tbe  stamp 
of  their  approval.     On  one  point  practically  everybody  that  had 

n  heard  up  to  that  time  agreed.  That  was  that  the  index 
numbers  used  by  Hoover  indicated  a  condition  which  must  be 
removed  before  the  builders  of  American  prosperity  could  pro- 
ceed. It  was  agreed  that  If  the  builders  should  be  required  to 
proceed  they  could  produce  only  an  architectural  monstrosity 
such  as  would  be  tbe  result  of  requiring  a  builder  to  use 'timbers 
or  steel  beams  of  unequal  length.  With  farm  prices  98  per  cent 
of  what  they  were  in  1913  and  retail  prices  213  of  that  founda- 
tion year.  It  was  admitted  that  the  structure  resulting  from  the 
use  of  such  unequal  lengths  would  not  stand  up.  especially 
when  it  could  be  shown  that  the  wages  In  the  metal  trades  were 
218  per  cent  of  1913.  freight  rates  about  190  per  cent,  and  the 
wages  of  railroad  labor  300  per  cent.  The  price*  the  fanner 
receives,  the  Hoover  testimony  suggests,  are  his  wages,  and  If 
are  less,  relatively,  than  those  he  received  In  1913.  it  Is 
»us  he  will  be  able  to  buy  less  of  the  time  of  the  railroad 
loye  and  less  of  the  time  of  the  metal  worker  than  in  1913. 
so  the  railroad  worker  and  the  metal  worker  will  have  to  work 
part  time  until  an  equilibrium  has  been  restored.  Those 
willing  to  carry  that  thought  to  its  logical  conclusion  can  see 
••irht-r  that  the  retailers,  metal  workers  and  railroad  men  will 
have  to  make  concessions  or  work  on  such  shortened  time  that 
they  may  have  to  go  hungry  before  the  Inevitable  equilibrium  Is 
restored. 

Exhibits  in  Rat*  Cases. — Not  so  many  men  are  wondering 
now  over  the  figures  that  have  been  put  Into  the  Commission's 
present  rate  Inquiry  as  In  other  years.  The  making  of  figure* 
for  use  In  rate  cases  Is  not  the  grand  achievement  It  was  • 
decade  ago.  Perhaps  It  would  be  better  to  say  that  there  are 
more  men  acquainted  with  the  making  of  ratios  and  applying 
them  to  accounts  than  was  the  fact  In  1911.  The  result  Is  that 
the  makers  of  figured  now  are  required.  In  effect,  to  prove  the 
value  of  what  they  have  done.  In  the  older  days  the  producer 
of  masses  of  figures  appeared  to  "get  away"  with  his  Inference* 
and  Implications  much  better  than  he  does  In  these  days.  The 
statisticians  and  accountants  bulked  much  larger  then  than  they 
do  now.  even  If  It  was  as  well  understood  then  as  now  that  not 
all  statisticians  were  either  fools  or  liars,  but  that  fools  and 
liars  might  do  some  figuring.  The  taste  In  figures,  as  In  art.  Is 
become  more  discriminating.  It  might  be  suggested  that  men 
having  business  with  the  Commission  are  becoming  epicures 
In  the  matter  of  figures  and  Insist  that  they  be  of  fine  quality 
If  they  are  not  to  be  disregarded.  The  most  an  optimistic  ac- 
countant or  statistician  now  claims  for  his  figures  Is  that  they 
show  tendencies,  not  absolute,  or  even  ultimate,  facts.  The 
blunt  fart.  It  seems.  Is  that.  In  other  days,  so  much  was  at- 
tempted with  statistics  that  In  these  days  they  have  become 

<  ts  of  suspicious  scrutiny,  to  say  the  least.  The  statistician, 
these  days,  must  be  prepared  to  show  that  what  he  produces 
must  be  used  with  reserve  and  caution,  lest  the  user  find  him- 
self out  on  the  end  of  a  swaying  limb,  without  any  method  for 
•aklng  a  dignified  descent. 


Methods  of  Giving  Notice  to  Carriers. — The  bulletin  board 
of  the  Commission  nearly  all  the  time  looks  like  the  grass  skirts 
of  the  hula  dancers  of  Polynesia  on  account  of  the  multiplicity 
of  Its  notices  to  carriers  that  do  not  comply  with  tbe  law  re- 
quiring them  to  maintain  statutory  agents  in  Washington.  As 
a  matter  of  fact,  it  Is  believed  there  Is  not  a  live  carrier  com- 
pany In  the  country  that  has  not  an  agent  in  Washington  on 
«hom  n<>ticf»  of  complaints  and  orders  are  not  served.  Many 
PS  on  the  board  are  addressed  to  subsidiaries  of 
some  well-known  system.  But  In  the  matter  of  notices  to  such 

;>anie».  the  Commission  Is  as  blind  as  the  State  Department 
used  to  be  to  the  advantages  of  the  typewriter,  or  still  Is  to 


the  advantage  of  the  metal  fasteners  for  papers.  It  was  only 
a  comparatively  few  years  ago  that  the  typewriter  was  intro- 
duced into  the  department  that  deals  with  the  foreign  affairs 
of  the  country-  It  still  ties  its  papers  together  with  string 
composed  of  red,  white  and  blue  strands.  It  still  uses  the  pon- 
derous wax  seals  of  the  middle  ages,  so  a  picture  of  any  one 
of  the  treaties  negotiated  in  the  recently  disbanded  disarmament 
confernce  looks  like  the  production  of  a  black  hand  society. 
Some  day  someone  in  the  Commission  will  edit  the  list  of  car- 
rli  rs  not  represented  in  Washington  by  a  statutory  agent. 

Regulation  of  Wireless  Telephony. — Wireless  telephony  has 
been  developed  to  such  a  state  that  President  Harding  and  his 
cabinet  gave  two  hours  of  their  time  recently  to  a  discussion 
as  to  how  it  might  be  regulated.  In  the  present  state  of  de- 
velopment anyone  able  to  buy,  make,  or  otherwise  acquire  a 
receiver,  may  listen  to  all  the  talking  and  singing  that  may  be 
going  on,  for  the  benefit  of  subscribers  for  a  particular  service, 
without  paying  a  cent  therefor.  If  capital  cannot  be  assured 
profits  it  will  not  engage  in  the  production  or  installation  of 
apparatus  for  such  telephone  service;  hence  the  worry  on  the 
subject  Taxing  the  whole  public  for  such  service,  without,  at 
the  same  time,  providing  for  each  family  a  full  supply  of  news 
and  music,  would  hardly  do.  The  expenditure  of  public  money 
on  the  ground  that  the  invention  was  needed  for  military  pur- 
poses of  prime  Importance  would  not  be  any  better,  because 
military  secrets  intrusted  to  the  wireless  system  would  be 
the  property  of  anyone  who  cared  to  listen.  Unless  some  way 
is  found  for  confining  messages  to  the  ears  of  those  for  whom 
they  may  be  intended,  the  wireless  telephone  apparatus  will 
fall  Into  the  classification  created  by  the  older  patent  office 
examiners,  of  "new  and  useless."  Patents  are  supposed  to  be 
limited  to  things  that  are  new  and  useful.  As  a  matter  of  prac- 
tice, the  man  who  devises  something  new  gets  a  patent,  no 
matter  how  useless  the  examiner  who  passes  on  the  thing  may 
think  It  Is,  on  the  theory  that  the  examiner  may  not  be  wise 
enough  to  see  Its  use.  The  automobile  patent  that  was  sup- 
posed to  be  basic,  for  years  after  its  Issuance,  was  useless,  In 
the  sense  that  no  one  had  demonstrated  how  useful  the  thing 
could  be  made. 


Relief  for  Purchasers  of  Ships.— The  Shipping  Board  has  a 
plan  for  relieving  the  purchasers  of  its  ships  at  the  inflat- d 
price  that  prevailed  after  the  armistice,  which,  as  understood 
by  the  few  who  profess  to  understand  it.  Is  giving  an  undue 
preference  to  those  who  have  defaulted  on  their  contracts  of 
purchase,  to  the  prejudice  and  disadvantage  of  those  who  did 
not  default.  Tbe  plan,  as  announced  by  Commissioner  Thomp- 
son, was  not  as  plain  as  a  pike  staff  to  those  to  whom  It  was 
given  first  It  seemed  to  be  that  those  who  defaulted  were  not 
to  lose  the  ships  they  bought,  unless  they  refused  to  buy  as 
many  more  ships  as  they  first  undertook  to  buy.  the  additional 
ships  to  be  had  at  the  going  rate  of  about  $35  to  $50  a  ton. 
according  to  the  condition  of  the  particular  vessel.  Then,  when 
they  agree  to  buy  the  additional  ships,  the  price  of  those  bought 
first  Is  to  be  cut  to  the  price  at  which  the  additional  ships  an- 
bought.  That  Is  to  say.  If  a  man  or  company  bought  two  ships 
at  flOO  a  ton  and  has  defaulted  In  some  of  the  payments,  he 
or  It  Is  not  to  lose  the  ships  bought  at  $100  a  ton.  provided  two 
more  ships  are  taken  at  the  prevailing  rate.  Then,  when  the 
account  Is  restated,  the  buyer  of  the  four  ships  Is  to  have  them 
lumped  at  the  going  rate.  No  provision  Is  made  for  restating 
the  account  of  the  buyer,  at  $100  a  ton.  who  paid  cash,  or  has 
not  defaulted  In  payments,  although  the  ships  of  such  buyer  will 
come  Into  competition  with  the  vessels  acquired  at  the  going 
rate.  That,  of  course,  would  be  the  fact,  If  the  government  had 
not  been  the  seller  of  ships  at  the  going  rate.  In  such  com- 
petition, unless  the  owner  made  and  laid  away  a  huge  deflation 
iu*4  -to  addition  to  ordinary  depreciation,  the  $100  a  ton  ships 
would  be  at  a  disadvantage  that  could  be  overcome  only  with 
an  extremely  long  purse. 


Rate  on  Imported  Iron  Ore. — The  low  price  at  which  all 
currency  is  held  In  comparison  with  the  dollar.  It  Is  believed.  Is 
res|ionslble  for  the  establishment  of  the  rate  of  $7.32  a  ton  on 
Imported  Iron  ore  from  Philadelphia  to  East  St.  Louis.  That 
rate,  it  Is  figured,  will  put  foreign  ore  Into  the  Interior  of  the 
country  for  a  price  as  low  as  can  be  obtained  by  the  users  of 
It  from  the  ore  mining  companies  of  the  upper  lake  region. 
India,  C'uba.  and  other  parts  of  the  earth  can  quote  prices  In 
their  relatively  low  currencies  that  look  ruinous  to  Americans 
who  have  not  been  able  to  deflate  costs  of  production.  But  tin- 
Philadelphia-East  St.  I»uls  rate  Is  not  ruinously  low  per  car  at 
an  average  load  of  forty  tons.  The  ore  may  be  a  special  kind. 
In  view  of  the  fact  the  Commission  forbade  the  continuance  of 
low  rate  on  ex-lake  ore  after  the  beginning  of  the  year,  the 
special  permission  given  the  trunk  lines  to  make  that  rate  of 
East  St.  Louis  was  surprising.  However,  as  low  import  rates 
arc  In  effect  from  Perth  Amboy  and  other  ports  to  eastern  fur- 
naces, the  establishment  of  the  comparatively  low  rate  from 
Philadelphia  appears  less  of  a  maladjustment  than  It  might  other- 
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wise  be  regarded.  It  is  suggested  that  it  would  hardly  have  been 
consistent  on  the  part  of  the  Commission  to  forbid  import  rates 
from  Philadelphia  and  other  ports  for  the  benefit  of  middle  west- 
ern furnaces,  while  permitting  them  for  the  benefit  of  eastern 
furnaces.  A.  E.  H. 


BEDDING   OF   LIVE   STOCK 

Revision  of  the  live  stock  bedding  rules  prescribed  by  the 
Director-General  in  freight  rate  authority  No.  15766,  which  were 
characterized  by  the  complainants  as  unjust  and  unreasonable, 
is  asked  in  No.  13J07,  National  Live  Stock  Exchange  vs.  A.  T. 
&  S.  P.  et  al.,  hearing  in  which  began  before  Examiner  John  B. 
Keeler,  in  Chicago,  February  7.  Besides  asking  for  several  im- 
portant changes  in  the  rules,  the  complaining  organization  asked, 
for  its  members,  reparation  approximating  $300,000,  to  reimburse 
them  for  expenditures  made  in  bedding  live  stock  cars  and  for 
the  charges  made  by  the  carriers  when  such  services  were  per- 
formed by  them.  The  American  Farm  Bureau  Federation,  the 
National  Federation  of  Co-operative  Live  Stock  Shippers,  and 
the  St.  Louis  Independent  Packing  Company  intervened. 

The  rules  against  which  the  protest  is  made  are  substantially 
as  follows: 

(a)  Cars  to  be   loaded  with  live  stock,   in  carloads,   must  be  pro- 
vided with   suitable  bedding. 

(b)  When    the    shipper   performs    the    service,    no   charge   will    be 
made  by  the  carrier. 

(c)  When    the    service    is    performed    by    the    carrier,    the    charge 
shall   be   $1.00   per   single   deck   or   $1.50    per   double   deck   car. 

(d)  When    live   stock    is    transferred    en    route    for    carrier's    con- 
venience,   bedding   will   be   furnished   by   carrier   without   charge. 

(e)  When    livestock    is    reconsigned    or    rebilled    in    transit   and  *a 
nowly  bedded  car  is  furnished  by  carrier,  charges  will  be  in  accordance 
with  paragraph   (c). 

(f)  Charges   for  beSding  when  not   paid   by   shipper   must   be   en- 
tered on   Live   Stock   Contract   and   waybilled   as   "Bedding  Charges." 

The  allegations  as  to  the  injustice  and  unreasonableness  of 
these  rules,  as  brought  out  by  a  number  of  witnesses  were,  that  it 
was.  the  duty  of  the  carrier  to  furnish  safe  and  adequate  car 
service  "and  to  establish,  observe  and  enforce  just  and  reason- 
able rules,  regulations,  and  practices  with  respect  to  car  service." 
The  complainant  and  interveners  contended  that  live  stock  cars 
had  to  be  bedded  before  they  were  safe  and  that,  therefore,  it 
was  the  duty  of  the  carriers  to  do  the  bedding.  Walter  Saun- 
ders,  attorney  for  the  St.  Louis  company,  also  pointed  out  that 
the  Commission  had  held,  in  the  Texas  cattle  raisers'  case,  that 
bedding  was  part  of  the  transportation  service  covered  by  the 
rate  and  that  the  Supreme  Court  had  upheld  the  Commission  on 
that  point.  F.  E.  Andrews,  attorney  for  the  Santa  Fe,  did  not, 
however,  agree  with  the  latter  contention,  it  being  his  under- 
standing that  the  Supreme  Court  had  upheld  only  the  reparation 
feature  of  the  report  in  question. 

Witnesses  for  interveners  said  that  the  practices  covered 
by  the  rules  were  not  usual  prior  to  federal  control,  and  that 
carriers  did  not,  in  fact,  abide  by  the  new  rules,  because  car 
bedding  was  usually  done  at  stock  yards,  the  carriers  billing  the 
cost  to  the  shipper.  This  cost,  they  said,  often  was  over  $4  and 
sometimes  mounted  to  $6.  They  thought  that  a  return  to  pre-war 
practices  of  having  the  carrier  perform  the  service  free  of 
charge,  or  of  furnishing  the  material  and  allowing  a  small 
amount  for  labor,  in  cases  where  the  shipper  did  the  bedding, 
would  be  equitable.  The  following  rule  was  submitted  as  being 
satisfactory  to  shipping  interests: 

The  floors  of  cars  into  which  live  stock  is  to  be  loaded  shall  be 
bedded  with  material  of  proper  kind  and  sufficient  quantity  to  en- 
able the  live  stock  to  be  transported  therein  to  retain  their  footing. 
Such  bedding  shall  be  placed  in  the  cars,  before  the  animals  are 
loaded,  by  the  carrier  without  charge  therefor  to  the  shipper  or  con- 
signee. If  the  shipper  at  time  of  ordering  cars  for  the  loading  of 
live  stock  makes  request  to  be  permitted  to  place  bedding  therein, 
and  the  carrier  has  a  supply  of  bedding  available  for  such  purpose, 
the  carrier  shall  permit  the  shipper  to  use  such  material,  without 
charge  therefor  to  the  shippers. 

Cars  containing  live  stock  shall  be  rebedded  by  the  carrier  or  his 
agent  during  transportation  whenever  necessary  without  charge 
to  the  shipper  or  consignee. 

W'henever  the  carrier  furnishes  cars  into  which  livestock  is  to 
be  loaded  without  first  having  placed  proper  bedding  on  the  floors 
thereof,  the  shipper  may  reject  such  cars  until  put  into  proper 
condition  for  loading,  or  he  may  place  bedding  therein  to  avoid 
delay  and  damage,  for  which  service  the  carrier  shall  pay  to  the 
shipper  twenty-flve  cents  for  each  car  so  bedded  by  him,  to  be  de- 
ducted from  the  freight  charge. 

The  defense  got  under  way,  February  8,  with  a  series  of 
witnesses  who  insisted  that  the  present  rule  was  a  fair  one  in 
all  but  one  provision.  That  was  the  $1.50  charge,  which,  they 
said,  was  not  sufficient.  Figures  submitted  purported  to  show 
that  the  average  cost  of  bedding  varied  from  $3.26  to  $13.30,  ac- 
cording to  the  carrier,  the  class  of  equipment  used,  and  the  ma- 
terial with  which  the  car  was  bedded.  The  complaint  of  the 
shippers  that  more  than  a  $1.50  charge  had  been  assessed,  they 
said,  was  unfounded.  When  cars  were  bedded  at  a  stock  yard, 
it  was  contended,  it  was  the  shipper's  agent  doing  the  work 
and  the  billing  by  the  railroad  company  was  merely  a  convenient 
way  to  take  care  of  the  charge. 

Henry  Christensen,  of  the  traffic  department  of  the  C.  B. 
&  Q.,  evoked  an  extended  controversy  when  he  offered  for  con- 
sideration a  series  of  exhibits  on  the  cost  of  moving  live  stock. 
Opposing  attorneys  protested,  saying  that  only  the  bedding 


charge  was  involved.  The  examiner  ruled,  however,  that  since 
the  complainants  had  contended  that  the  bedding  was  part  of 
the  transportation  service,  the  defendants  had  a  right  to  try 
to  show  that  their  rates  were  not  sufficiently  high  to  cover  the 
cost  of  such  service.  Whereupon  the  attorneys  for  the  shippers 
intimated  that  they  might  put  in  all  the  testimony  already  pre- 
pared for  the  general  rate  inquiry,  which,  they  said,  would  re- 
quire five  days  or  a  week. 

Operating  and  traffic  witnesses  continued  testifying  for  the 
carriers  on  the  third  day  of  the  hearing,  February  9.  P.  T. 
White,  division  superintendent  for  the  Big  Four  line,  at  Mattoon, 
111.,  expressed  the  opinion  that,  so  far  as  the  carriers  in  C.  F.  A. 
territory  were  concerned,  it  would  be  impracticable  for  the  rail- 
roads to  perform  live  stock  bedding  services  as  contemplated  by 
the  rules  proposed  by  the  shippers.  He  pointed  out  also  ,that 
the  general  practice  of  the  railroads  was  to  require  the  shipper 
to  furnish  packing  and  dunnage  sufficient  to  insure  the  safe  de- 
livery of  other  classes  of  freight  and  that  the  carload  rates 
paid  on  such  freight  included  the  weight  of  the  dunnage.  The 
weight  of  live  stock  bedding,  on  the  other  hand,  he  said,  was 
not  included  in  the  weight  upon  which  the  rate  was  paid.  Tes- 
timony of  a  similar  nature  was  put  in  by  F.  G.  MacKie,  superin- 
tendent of  the  plains  division  of  the  Santa  Fe. 

C.  B.  Heineman,  vice-president  of  the  Institute  of  American 
Meat  Packers,  testifying  for  the  complainants  and  interveners, 
told  of  the  conferences  and  negotiations  that  had  preceded  the 
adoption  of  the  rules  against  which  the  shippers  now  object.  He 
said  he  had  been  connected  with  the  department  of  public  serv- 
ice of  the  Railroad  Administration  at  the  time,  and  that  the 
rules  had  been  approved  by  a  committee  of  four  representing  the 
carriers.  It  was  hoped  at  the  time,  he  said,  that  some  uni- 
formity in  the  bedding  practice  would  result. 

"But,"  he  added,  "about  the  only  thing  that  has  resulted 
is  uniform  discrimination." 

Pressed  for  an  explanation  as  to  how  anything  that  was 
uniform  could  be  discriminatory,  Mr.  Heineman  said  that  car- 
riers as  a  rule  assessed  the  full  alleged  cost  of  bedding  cars 
against  a  shipper  until  he  entered  a  protest,  and  then,  without 
further  effort  to  justify  their  so  doing,  agreed  to  assess  the  tariff 
charge  of  $1.50  a  car  in  that  particular  case. 

"The  result  was,"  the  witness  continued,  "that  the  little  fel- 
low in  many  cases  had  to  pay  $,4  and  $6  for  this  service  while 
the  heavy  shipper,  who  could  take  care  of  himself,  paid  the 
tariff  rate.  We  have  run  across  repeated  instances  where  the 
carrier  never  bedded  the  car  at  all — simply  shipped  out  the  car 
with  the  old  bedding  in  it,  and  assessed  a  bedding  charge  against 
the  shipper." 

"Were  there  many  such  instances?"  asked  the  examiner. 

"If  I  could  have  all  the  money  involved  in  claims  of  that 
sort  that  are  now  in  our  office,"  answered  the  witness,  "you 
could  have  my  job." 

Counsel  for  carriers  warned  against  any  inference  being 
drawn  from  Mr.  Heineman's  testimony  to  the  effect  that  a  com- 
mittee of  carriers'  representatives  had  approved  of  the  rules 
now  in  effect.  This  committee,  they  said,  was  composed  of 
employes  of  the  Railroad  administration  and  as  such  could  not 
legally  speak  for  the  carrier  corporations. 


SWITCHING  OF  FRUIT  AT  CHICAGO 

A  number  of  fruit  shippers  and  jobbers  appeared  at  the  hear- 
ing on  I.  and  S.  No.  1456,  elimination  of  Green  Fruit  Auction 
Company  from  list  of  C.  M.  &  St.  P.  industries,  in  Chicago,  before 
Examiner  Keeler,  February  8,  to  protest  aaginst  supplement 
No.  4  to  Lowry's  I.  C.  C.  50,  in  which  the  change  indicated  in 
the  title  of  the  case  was  attempted.  According  to  C.  W.  Ergang, 
general  manager  of  the  auction  company,  the  removal  of  his 
business  from  the  St.  Paul  road's  list  of  industries  meant  that 
in  the  future  a  switching  rate  of  8%  cents  a  hundred  pounds 
would  have  to  be  paid  on  all  fruits  and  vegetables  arriving  at 
Chicago  over  routes  other  than  the  C.  M.  &  St.  P.,  and  switched 
to  the  auction  house  by  that  line.  He  said  his  company  had 
received  over  2,500  such  cars  in  1921,  and  that  over  80  per  cent 
of  them  had  been  delivered  to  the  C.  M.  &  St.  P.  at  the  Western 
Avenue  yards,  from  which  the  haul  to  the  auction  house,  on 
Kinzie  Street,  was  only  a  little  over  three  miles. 

E.  W.  Soergel,  assistant  general  freight  agent  of  the  C.  M. 
&  St.  P.,  said  that  the  supplement  was  merely  an  effort  to  re- 
establish a  uniform  basis  of  fruit  delivery  such  as  had  been  in 
effect  prior  to  federal  control.  He  said  that  his  road  was  com- 
pelled to  absorb  8%  cents  on  each  hundred  pounds  of  carload 
fruit  delivered  from  its  lines  at  auction  houses  of  the  Illinois 
Central  and  the  North  Western,  and  it  was  contemplated  by  the 
suspended  supplement  that  those  two  roads  and  the  other  west- 
ern and  southern  lines  would  also  absorb  the  charges.  At  pres- 
ent, he  said,  their  allowance  to  the  St.  Paul  road  for  switching 
to  its  auction  house  was  only  2  cents.  He  also  pointed  out  that 
the  premises  occupied  by  the  auction  company  were  owned  by 
the  C.  M.  &  St.  P.,  that  it  comprised  over  60,000  square  feet  of 
floor  space  and  that  a  nominal  rental  of  $5,000  a  year  was  paid 
by  the  auction  company.  He  offered  to  submit  appraiser's  fig- 
ures to  show  that  the  rental  was  far  below  that  paid  for  other 
industrial  property  in  the  vicinity  of  the  auction  house. 
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Decisions  of  Interstate  Commerce  Commission 


ORDER  IN  1412  VACATED 

The  Commission  has  vacated  its  order  in  I.  and  S.  No.  1412. 
non-application  of  Group-J  rates  from  and  to  Denver  ft  Rio 
Grande  Western  stations  south  and  east  of  Grand  Junction, 
Colo.,  opinion  No.  T346,  66  I.  C.  C.  96-99.  holding  that  the  pro- 
posed definite  restriction  to  Colorado  common  points  and  Santa 
Ke,  N.  M..  of  Group-J  rates  applicable  between  Pacific  coast 
points  and  points  in  Colorado  and  New  Mexico  via  the  Denver 
A  Rio  Grande  Western  had  been  justified.  The  Denver  A  Rio 
Grande  Western  proposed  to  define  its  tariffs  so  there  could  be 
no  question  about  the  non-application  of  the  Group-J  rates.  The 
San  Luis  Valley  Federation  of  Commerce  of  Romeo,  Colo.,  pro- 
tected and  procured  the  suspension  of  the  schedules,  which 
otherwise  would  have  become  operative  last  October  and  No- 
vember. 

The  protestants  contended  that  under  the  intermediate  clause 
main-line  rates  would  be  applicable  from  what  the  Denver  A 
Rio  Grande  Western  had  been  and  still  Is  treating  as  branch  line 
points.  The  protestants  contended  the  Intermediate  clause  made 
the  Group-J  rates  applicable  because,  physically.  It  would  be 
possible  to  make  up  through  routes  by  using  the  branch  and 
narrow-gauge  lines,  so  as  to  do  away  with  the  existing  basis  of 
stating  rates  from  the  points  Involved  and  apply  the  Group  J 
rates.  The  Denver  A  Rio  Grande  Western  denied  that  construc- 
tion. It  filed  schedules  definitely  saying  the  Group-J  rates 
would  not  apply,  so  the  case  arose,  not  In  connection  with  the 
tariffs,  as  construed  by  the  protestants.  but  upon  the  desire  of 

carrier  to  make  It  unmistakable  that  It  did  not  Intend  to 
apply  the  group  rates  but  to  continue  the  basis  of  combination 
on  Junction  points. 

The  Commission  said  the  schedules  would  not  have  caused 
higher  rates  to  apply;  that  M,.  only  effect  would  be  the  clarifi- 
cation of  the  tariffs — "a  commendable  thing."  the  report  of  the 
Commission  said.  In  view  of  that  finding  It  said  there  was  no 
necessity  for  discussing  the  testimony,  submitted  by  the  parties, 
relative  to  the  measure  of  the  rates. 


South  San  Francisco,  Calif.,  during  federal  control,  was  applicable 
and  not  unreasonable.  The  complainant  sought  reparation  to 
the  basis  of  a  rate  of  17.5  cents. 


RATES   ON    TIMBER 

The  Commission,  speaking  through  Commissioner  Hall,  has 
tade  a  finding  of  unreasonableness  and  an  award  of  repara- 
on.  In  No.  11746,  Gaynor  Lumber  Co.  vs.  Director  General  et 
I.,  opinion  No  7349.  66  I  •  112.  as  to  rates  on  lumber 

•mil  Weed  and  Westwood.  Calif.,  and  Klamath  Falls.  Ore.,  to 
aaper.  Marshall,  Waverly.  Litchfleld  and  Plpestone.  Minn., 
nd  Garretson,  S.  l>  The  uhlpments  moved  In  the  fall  of  1918 
ad  in  1919.  The  Commission  held  the  rate*  unreasonable  to 
•  nt  they  exceeded,  except  to  Alvord  and  Sauk  Center, 
le  group- E  rale  of  57  cents  from  the  Trucke«  group  and  60 
»nts  from  the  coast  group,  and  awarded  reparation  to  those 


OVERCHARGES    ON    ORE    AND    CONCENTRATES 
In  a  report  on  No.  11709,  Hercules  Mining  Co.  vs.  Northern 
aclflc  et  al..  opinion  No.  7357.  Mi'  :.  the  Commis- 

on  held  that  shipments  of  ores  and  concentrates  from  Burke. 
Wallace.  Ida.,  between  Jtfne  25  and  November  19.  1918. 
ere  overcharged-  It  held  the  rates  charged  on  similar  ship- 
tents  between  November  20.  1918.  and  March  1.  1920.  were 
pplicable.  The  case  grew  out  of  the  application,  by  the  Rail- 
Md  Administration,  of  the  rule  for 'disposing  of  fractions  when 
le  rate*  were  stated  In  dollars  per  ton.  to  rates  when  stated 
i  cents  per  ton.  The  rate  charged  was  20  cents  per  ton.  The 
Mnplainant  contended  the  legal  rate  was  15.6  cents.  The  Com- 
ilsslon  agreed  with  the  complainant,  and  ordered  reparation 
»  that  basis. 


RATE    ON    STEEL    RAILS 

A  rate  of  12.5  cents  per  100  pounds,  equivalent  to  $2.80  per 
UOBK  ton.  on  steel  rails  from  St.  Ixjulu,  Mo.,  to  Springfield,  111., 
Bras  unreasonable  to  the  extent  that   It  exceeded  $2.40  per  long 
nm,  and  the  present  rate  Is.  and  for  the  future  will  be,  unrea- 
sonable to  the  extent  that  It  exceeds  or  may  exceed  $2.40.  sub- 
EJaet  to  the  increase  authorised  under  Ex  Parte  74.     The  Com- 
•tiMlnn    has   so   held    In    No     1211".    M  incontinent    Equipment   A 
Hbehlnery  Co.  v.«.  Chicago  A  Alton  et  al..  opinion  No    7362,  66 
I'.l  2.     The  shipment  moved  In  March.  1920.    The  Com- 
•Anton   awarded    reparation    of   $8.14    with    interest. 


RATE  ON   PADDY   RICE 

The  Commission  has  dismissed  the  complaint  in  No.  11845, 
•BfBW'T*  Hire  Milling  Co    \  -    Director-General,  as  agent.  opinlo£ 
•.->".  on  a  holding  that  a  rate  of  22  cents 
on    paddy    rire    from   ritrnna    and    Norman,    Calif.,   to 


RATES   ON    RABBITS 

An  award  of  reparation  has  been  made  by  the  Commission  in 
No.  11412,  Jerpe  Commission  Co.,  Inc.,  vs.  Director-General,  as 
agent,  C.  B.  &  Q.  et  al.,  opinion  No.  7355,  66  I.  C.  C.  131-4,  in- 
volving rates  on  rabbits  from  points  in  Kansas  and  Nebraska  to 
Chicago.  III..  Detroit,  Mich..  Philadelphia.  Pa.,  and  New  York. 
N*.  Y.,  in  December.  1918.  and  January,  1919.  on  a  holding  that 
rates  from  Stockton  and  Lenora.  Kan.,  to  Chicago  over  the  Mis- 
souri Pacific  were  unreasonable  to  the  extent  that  they  exceeded 
85  cents  and  91.5  cents,  respectively,  and  that  the  through  com- 
bination rates  on  shipments  to  points  beyond  Chicago  were  un- 
reasonable to  the  extent  that  the  components  east  of  Chicago 
exceeded  the  third  class  rates  contemporaneously  in  effect. 


TRACK  STORAGE  ON  GASOLINE,  ETC. 
The  Commission  has  dismissed  No.  11962,  Western  Petroleum 
Refiners'  Association  vs.  Aberdeen  &  Rockflsh  et  al.,  opinion  No. 
7339.  66  1.*  C.  C.  58-62,  holding  the  maintenance  of  track-storage 
charges  on  gasoline  and  other  articles  requiring  "inflammable" 
placards  under  regulations  prescribed  by  the  Commission,  when 
held  in  tank  cars  on  private  tracks  where  the  ownership  of  the 
can  and  the  tracks  Is  the  same,  to  be  not  unreasonable  or  other- 
wise unlawful  in  cases  in  which  the  private  tracks  are  described 
as  "railroad  premises"  by  a  rule  in  the  tariffs,  which  rule  is 
generally  based  upon  the  agreement  between  the  railroad  com- 
pany and  the  owner  of  the  sidetrack  made  when  the  track  was 
constructed.  The  primary  purpose  of  the  charge,  the  Commis- 
sion said,  was  to  promote  safety  and  had  not  been  shown  to  have 
been  burdensome  on  the  complainants,  who  number  about  one- 
third  of  the  refiners  in  the  mldcontinent  field. 


RATES  ON  CORN   AND  OATS 

Although  the  Director-General  offered  no  defense,  Commis- 
sioner Hall  dissented  from  the  opinion  of  the  Commission  in  No. 
11698.  Flanley  Grain  Co.  et  al.  vs.  DirefTor-<;eneral.  as  agent, 
opinion  No.  7353,  66  I.  C  c.  127  8,  holding  that  the  rates  on  corn 
and  oats,  from  points  in  Iowa  and  South  Dakota  to  destinations 
In  North  Dakota  were  unreasonable  and  that  reparation  should 
be  awarded.  He  said  the  rates  under  attack  were  not  unreason- 
able because  they  yielded  only  from  10.4  to  13  mills  per  ton-mile. 
The  Commission  held  them  unreasonable  to  the  extent  they  ex- 
ceeded the  rates  In  effect  prior  to  June  25,  1918,  plus  25  per  cent, 
with  6  cents  as  the  maximum.  The  complaint  was  caused  by 
lack  of  uniformity  In  applying  General  Order  No.  28. 


LUMBER  CASE   DISMISSED 

The  Commission  has  dismissed  No.  12213,  Sullivan  Lumber 
Co.  vs.  Director-General,  as  agent,  opinion  No.  7351,  66  I.  C.  C. 
119-20,  holding  the  charges  on  a  carload  of  lumber  from  Timber, 
Ore.,  to  Cochlse.  Ariz.,  reconslgned  to  Globe.  Ariz..  In  October, 
1919.  were  not  unreasonable  or  otherwise  unlawful. 


PETROLEUM    PRODUCTS,   ETC. 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  11286.  Cosden  &  Co.  et  al.  vs.  Midland 
YaUex^Mrector-General  et  al..  opinion  No.  7350.  66  I.  C.  C.  113-18, 
aatorates  on  petroleum  products  and  other  commodities,  In 
carloads,  and  less  than  carload*,  between  Shamrock,  Okla.,  and 
destinations  In  Oklahoma,  during  federal  control.  The  Com- 
mission found  the  rates  unreasonable  in  the  period  between 
March  25,  1918,  and  November  29,  1919,  on  traffic  interchanged 
between  the  Sapulpa  &  Oil  Field  Railroad  and  the  St.  Louis-San 
Francisco,  to  the  extent  they  exceeded  the  single-line  distance 
rates  contemporaneously  applicable  In  Oklahoma.  A  further  find- 
ing was  that  the  rates  on  traffic  Interchanged  between  the 
KrlHco  and  Oil  Field  roads  on  the  one  hand  and  other  carriers 
were  unreasonable  to  the  extent  they  exceeded  the  single-line 
rate  plus  the  two-line  arbitrages.  Reparation  Is  to  be  made  to 
the  bases  Indicated. 


RATES  ON   COAL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  11681,  Oxford  Paper  Co.  et  al.  vs.  Director- 
General,  as  agent,  opinion  No.  7366,  66  I.  C.  C.  159-64,  as  to  rates 
on  bituminous  coal  and  small  sizes  of  anthracite  from  mines  In 
Pennsylvania  and  from  Fairmont,  W.  Va.,  to  Rumford  and  South 
Brewer,  Me.  The  Commission  held  as  unreasonable  rates  on 
small  sizes  of  anthracite  and  bituminous  coal  on  and  after  June 
25.  1918.  from  the  points  of  origin  named  except  Dunmore  and 
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Carbondale  to  Rumford  and  South  Brewer  to  the  extent  they 
exceeded  the  rates  established  in  August  and  September,  1918. 
The  case  grew  out  of  double  increases  on  coal,  which  were  re- 
moved a  tew  months  after  General  Order  No.  28.  The  Com- 
mission decided  this  case  in  accordance  with  the  precedents  in 
the  Gosline  and  Parlin  &  Orendorft  cases,  55  I.  C.  C.  220.  and  59 
I.  C.  C.  63. 


RATES   ON    FIRE    BRICK 

The  Commission  has  dismissed  No.  11605.  Columbia  Steel 
Co.  vs.  Elgin,  Joliet  &  Eastern,  Director-General  et  al.,  opinion 
No.  7368,  66  I.  C.  C.  169-71,  holding  rates  on  fire  brick  from 
transcontinental  groups,  A.  D.  E.  &  J.  to  San  Francisco,  Oak- 
land, Emeryville,  Pittsburg  and  Anderson,  Calif.,  all  within  the 
description  of  California  terminals,  were  and  are  not  unduly 
prejudicial  against  the  points  named,  in  comparison  with  rates 
to  north  coast  terminals,  although  they  are  higher,  and  the  mile- 
age is  about  the  same.  The  order  of  dismissal  also  runs  against 
No.  11605  (sub-number  1),  Judson  Manufacturing  Co.  vs.  Director- 
General,  E.  J.  &  E.  et  al.,  and  No.  11630,  Afterthought  Copper 
Co.  vs.  Director-General,  B.  &  O.  et  al. 

While  the  complaints  have  been  dismissed,  the  Commission 
expects  the  transcontinental  lines  to  revise  their  rates  so  as  to 
bring  them  into  harmony  with  the  revised  fourth  section,  for- 
bidding rates  at  intermediate  points  higher  than  rates  at  the 
more  distant  point  for  no  greater  mileage. 


DELIVERY  OF  FRUIT  AT  NEW  YORK 

Witnesses  for  th^.  California  Fruit  Distributors  and  the  Cali- 
fornia Fruit  Exchange,  asked,  February  3,  at  the  afternoon  ses- 
sion of  the  hearing  on  No.  12680,  American  Fruit  and  Vegetable 
Shippers'  Association  vs.  American  Railway  Express  Co.  and 
Erie  Railroad,  that  the  Commission  order  the  express  company 
to  refund  the  }51  per  car  charge  of  the  Erie  for  transferring 
express  cars  of  fruit  across  the  North  River  at  New  York,  which 
the  express  company  had  refused  to  absorb  after  February  27, 
1921.  M.  E.  McCarihan,  traffic  manager  for  the  fruit  distributors, 
said  that  the  chief  reason  California  growers  used  the  services 
of  the  express  company  was  to  get  into  the  market  early,  so  as 
to  take  advantage  of  the  higher  prices  that  prevail  at  the  opening 
of  the  deciduous  fruit  season.  A  similar  statement  was  made 
by  H.  E.  Cole,  for  the  fruit  exchange.  The  latter  admitted, 
however,  that  express  shipments  increased  during  1921,  in  spite 
of  the  increased  transDortation  charge.  Both  the  witnesses  said 
they  were  not  concerned  with  the  reasonableness  or  unreason- 
ableness of  the  $51  charge,  their  only  interest  being  in  the 
through  rate.  Whatever  the  Erie  charged  for  crossing  the  river, 
they  said,  ought,  as  in  the  past,  be  absorbed  by  the  express 
company. 

F.  W.  Heggblade,  former  manager  of  the  General  Sales 
Agency,  a  fruit  selling  company  operating  in  conjunction  with 
auction  houses  on  the  Erie  piers  at  New  York,  confined  his  testi- 
mony entirely  to  the  desirability  of  maintaining  through  service 
from  California  to  the  piers.  At  present,  he  said,  it  was  neces- 
sary to  keep  a  man  in  Jersey  City  to  accept  delivery  from  the 
express  company  and  bill  the  cars  to  the  piers.  This  acceptance, 
he  said,  had  to  be  made  without  inspection,  because  such  inspec- 
tion might  take  several  hours,  and  would,  on  warm  nights,  spoil 
the  fruit. 

George  S.  Lee,  traffic  manager  of  the  American  Railway  Ex- 
press Co.,  testifying  the  second  day  of  the  hearing,  said  the 
removal  of  the  express  company's  provision  for  absorbing  the  $51 
per  car  charge  of  the  Erie  Railroad  for  floating  expressed  cars  of 
fruit  over  the  North  River  was  necessary  in  order  to  remove  dis- 
crimination. He  said  that  deciduous  fruit  from  California  was 
the  only  commodity  that  enjoyed  Manhattan  delivery  over  the 
rails  of  the  Erie  and  that  express  deliveries  of  the  same  kind  of 
fruits  to  auction  houses  at  other  points  in  the  United  States  were 
only  affected  upon  payment,  by  the  shipper  or  the  consignee,  of 
spotting  or  switching  charges. 

"We  received  numerous  complaints  from  receivers  of  other 
commodities  at  New  York  who  were  required  to  accept  delivery 
of  carload  express  shipments  at  Jersey  City,"  he  said.  "Veg» 
table  shippers  were  quick  to  turn  tire  absorption  provisions  in 
our  tariff  to  their  advantage,  and,  in  1920,  126  cars  of  vegetables 
were  delivered  to  the  auction  pier  by  the  Erie,  on  which  we  ab- 
sorbed the  floating  charges,  although  none  of  the  vegetables  were 
actually  sold  on  the  pier.  One  of  the  interveners  in  this  case  has 
a  warehouse  within  100  yards  of  the  pier  and  he  received  his 
vegetables  there,  whereas  his  competitors  had  to  accept  delivery 
at  Jersey  City. 

N.  G.  Voltee,  division  superintendent  for  the  Express  com- 
pany, at  Jersey  City,  said  that  his  company  had  discontinued  the 
practice  of  shipping  through  to  the  pier  because  the  delivery  was 
in  fact,  accomplished  by  the  Erie  and  was  not  supervised  in  any 
way  by  express  employes.  He  said  that,  while  that  arrangement 
was  in  effect,  receipts  for  goods  delivered  were  not  obtained  for 
several  days  after  delivery  and  that  on  almost  every  car  the  con- 
signee made  claim  for  one  or  more  missing  packages.  Since  con- 
signees were  required  to  accept  delivery  at  Jersey  City  he  said 
not  a  single  such  claim  had  been  put  in. 


SENATE  BILL  NO.  621 

The  Traffic  World  Washington  Bureau 

Although  Senate  Bill  No.  621,  as  modified  by  the  House  com- 
mittee on  interstate  commerce,  extending  to  September  1  the 
time  for  filing  straight  overcharge  claims  against  the  Director- 
General  and  providing  that  suits  on  awards  of  reparation  against 
the  Director-General  may  be  brought  within  a  year  from  the  date 
of  an  award  by  the  Commission,  was  expected  to  be  reached 
in  the  House  February  6,  adjournment  was  taken  without  action 
on  the  measure.  The  bill  was  on  the  unanimous  consent  cal- 
endar and  probably  would  have  befrn  passed  had  it  been  reached. 
Two  weeks  will  elapse  before  bills  will  be  considered  again  on 
the  unanimous  consent  calendar.  ' 

Representative  Newton,  or\  Minnesota,  announced  February 
9  that  Senate  Bill  621,  as  revised  by  H.  R.  9908,  would  be  taken 
up  and  disposed  of  on  Monday A  February  20.  He  said  he  had 
obtained  an  agreement  to  that  OTect  ;from  Mr.  Mondell,  Repub- 
lican House  leader.  It  was  decided  not  to  bring  the  bill  up  under 
a  special  rule,  but  to  take  it  up"  .on|  the  next  suspension  day, 
which  is  the  twentieth,  Mr.  Newton  saH. 

9  that  the  bill  would  be  taken  up  and  riiisposed  of  on  Monday. 
February  20.  He  said  he  had  obtained!  an  agreement  to  that 
effect  from  Mr.  Mondell,  Republican  Tibuse  leader.  It  was  de- 
cided not  to  bring  the  bill  up  under  a  special  rule,  but  to  take 
it  up  on  the  next  suspension  day,  which  is  the  twentieth,  Mr. 
Newton  said. 


TIME  LIMITS   ON  SUITS 

The  National  Industrial  Traffic  League,  in  a  circular  sent  to 
its  members  this  week,  called  attention  to  the  notice  issued  by 
the  Railroad  Administration  in  which  it  was  announced  that 
actions  at  law,  suits  in  equity,  and  proceedings  in  admiralty 
arising  out  of  federal  control  would  be  barred  after  February  28 
(see  The  Traffic  World,  February  4,  p.  277),  and  urged  shippers 
to  file  their  claims  before  the  date  mentioned  in  spite  of  the 
fact  that  there  was  some  expectation  that  legislation  necessary 
to  extend  the  time  limit  would  be  obtained  before  that  time. 

The  circular  also  called  attention  to  a  point  that  A.  A.  Mc- 
Laughlin,  the  Railroad  Administration's  general  solicitor,  seemed 
to  ignore,  namely,  that  the  case  of  Ellis  vs.  Payne  (274  Federal 
453),  the  denial  of  a  writ  of  certiorari  in  which  was  used  by  him 
as  authority  for  the  announcement,  was,  in  fact,  now  before  the 
Supreme  Court  on  a  writ  of  error.  Inasmuch,  the  circular  said, 
as  it  is  probable  that  a  year  or  more  will  pass  before  a  decision 
will  be  rendered  in  the  case,  many  cases  will  become  outlawed 
in  the  meantime.  On  this  point  the  circular  said: 

If  members  have  claims  arising  during  the  period  of  federal  con- 
trol against  which  the  two  year  and  one  day  provision  of  the  hill  of 
lading-  bars  suit,  we  suggest  that  they  file  suit  before  February  28, 
notwithstanding  the  expiration  of  the  two  year  and  one  day  period,  as 
it  is  possible  the  Supreme  Court  may  follow  the  decision  of  the  Com- 
mission in  the  Decker  case,  holding  the  two  year  and  one  day  rule 
unlawful.  In  such  an  event  if  they  have  a  suit  pending  they  will  be 
protected. 

Our  counsel  advises  us  that  he  regards  it  as  imperative  that  the 
law  be  amended  to  provide  that  the  provisions  in  the  bill  of  lading, 
barring  suits  unless  filed  within  two  years  and  one  day  from  date  of 
shipment,  should  be  declared  null  and  void  by  Congress,  on  all  ship- 
ments moving  during  federal  control.  He  suggests  that  the  following 
amendment  would  meet  the  situation: 

"Be  it  enacted  by  the  House  of  Representatives,  etc.:  Actions  at 
law,  suits  in  equity  and  proceedings  in  admiralty,  authorized  by  Sec- 
tion 206  of  the  transportation  act  to  be  brought  against  the  Director 
General,  may,  without  reference  to  the  period  of  limitations  referred 
to  in  said  section,  he  brought  at  any  time  prior  to  March  1  1923  All 
limitations  in  bills  of  lading  upon  the  filing  of  suits  to  recover  dam- 
ages for  loss  of  or  injury  to  property  in  the  course  of  transportation 
during  the  period  of  federal  control,  shall  be  null  and  void  " 


COMMISSION  ORDERS 

The  Board  of  Railroad  Commissioners  of  South  Dakota  has 
been  permitted  to  intervene  in  No.  11481,  the  Certain-teed  Prod- 
ucts Corporation  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  Leckie  Coal  Co.  and  the  Interstate  Coal  &  Dock  Co.  have 
been  permitted  to  intervene  in  No.  13281,  Smokeless  Fuel  Co.  et 
al.  vs.  Norfolk  &  Western. 

On  request  of  applicant  that  its  application  be  dismissed 
without  prejudice  the  Commission  has  dismissed  Finance  Docket 
1607,  In  the  matter  of  the  application  of  the  Wichita  North- 
western Railway  Company  for  authority  to  issue  stock  and 
bonds. 

The  J.  Hamburger  Company  has  been  permitted  to  inter- 
vene in  No.  13120,  National  League  of  Commission  Merchants 
of  the  United  States  vs.  Pennsylvania  et  al. 

The  order  in  No.  11608,  Pioneer  Lumber  Co.  et  al.  vs.  Di- 
rector-General, C.  B.  &  Q.  et  al.,  has  been  modified  so  as  to 
become  effective  March  15  Instead  of  February  24. 

The  Kansas  City  Live  Stock  Exchange  has  been  permitted 
to  intervene  in  No.  13416,  The  Wichita  Board  of  Commerce  v« 
A.  T.  &  S.  F.  et  al. 


Our  Washington  Office  is  your  Washington  office 
if  you  are  a  subscriber  to  THE  DAILY  TRAFFIC 
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REPARATION  ON  FUEL  OIL 

A  modification  of  the  Commission's  decision  in  Laclede 
Steel  Co.  vs.  Director  General.  63  I.  C.  C.,  381,  has  been  recom- 
mended by  Examiner  C.  I.  Kephart,  in  a  report  on  No.  12806. 
Koxana  Petroleum  Corporation  vs.  Director-General  et  al.,  so 
as  to  permit  an  award  of  reparation  in  this  cane,  on  a  holding 
of  unreasonableness  as  to  the  rates  on  397  tanks  of  fuel  oil. 
shipped  from  Koxana  to  Federal.  HI.,  over  the  Illinois  Termi- 
nal, between  January  1.  1919.  and  February  28,  1920.  as  well  .-s 
shipments  since  then.  The  report  also  covers  a  suD-number  of 
the  same  case,  and  No.  11564,  Laclede  Steel  Company  vs.  same 
In  the  earlier  Laclede  Steel  case,  reparation  as  to  the  379  tank 
loads  was  denied,  because  the  contracts  on  which  the  Roxana 
corporation  had  sold  the  fuel  oil  to  the  steel  company  were 
not  introduced  into  the  record.  In  the  leading  case  and  n 
the  steel  company  case  the  rates  attacked  were  4.5  cents  i*>r 
100  pounds,  plus  $4  per  car  of  60.000  pounds  and  plus  '.  cent 
per  100  pounds  for  the  amount  above  60.000  pounds. 

Contemporaneously  a  rate  of  $15  per  car  was  in  effect. 
from  the  Wood  River  district,  including  Roxana.  to  Glass 
Works,  III.,  beyond  Federal,  but  not  to  Federal,  an  interme- 
diate point.  In  the  Iwiclede  case,  the  Commission  held  that 
2.5  cents,  $15  per  car  minimum,  would  have  been  a  reasonable 
rate,  but,  on  account  of  the  failure  of  proof,  reparation  was 
denied. 

Adoption  of  Kephart's  recommendation  In  this  case  will 
cause  the  Issuance  of  an  order  directing  the  Railroad  Admin- 
istration to  make  reparation  down  to  the  basis  of  the  2.5  rent 
rate.  $15  per  car  minimum. 


OVERCHARGES  ON  PETROLEUM 

Overcharges  have  been  found  by  Examiner  Charles  R. 
Seal,  in  a  report  on  No.  12890.  Standard  Oil  Co.  (California) 
vs.  Amador  Traction  Co.  et  al..  on  shipments  of  petroleum  and 
products,  from  and  to  points  In  Oklahoma,  California,  Utah.  New 
York,  Missouri,  and  Texas.  He  recommended  an  award  of 
reparation. 

The  case  arose  over  the  application  of  the  4  Scent  factor 
on  petroleum  and  Its  products  agreed  upon  after  the  Increase 
in  June.  1>18,  to  more  than  one  factor  of  rates  made  by  r»m 
binatlon.  The  examiner  found  that  in  the  tariffs  of  a  number 
of  railroads  controlled  by  the  government.  It  was  held  out  10 
shippers  that  hut  one  addition  of  4.5  cents  would  be  made  to 
the  through  rates.  On  the  authority  of  the  Sllgo  Iron  Co.  case, 
63  I  13,  the  examiner  said  the  government  was  respon- 

sible for  the  holding  out  to  the  public,  and  the  offering  would 
have  to  be  made  good  on  all  roads,  whether  under  government 
control  or  not.  If  the  offering  was  to  carry  to  the  points  on 
roads  that  might  not  have  been  under  federal  control  when  the 
offering  was  made  (teal  said  the  Railroad  Administration 
would  not  have  to  protect  the  single  Increase  If  It  did  not  offer 
irry  to  or  from  points  on  short  line  railroads,  not  under 
federal  control.  If  the  tariff  publications  applicable  to  such  short 
lines  were  not  connected  up  with  transportation  over  the  gov 
eminent  controlled  railroads. 


il  were  a  shipper  and  not  another  common  carrier.  The  exam- 
iner said  the  discrimination  should  be  removed  by  the  establish- 
ment, fo"r  the  future,  of  switching  charges,  on  the  port-to-port 
traffic  where  two  or  more  carriers  performed  the  switching 
.-••rvice,  which  will  not  exceed  the  industrial  charge  of  the 
carrier  furnishing  the  car  plus  the  respective  reciprocal  charges 
of  the  other  carriers  engaged  in  hauling  the  traffic  to  or  from 
the  barge  line  terminals.  Woodrow  said  no  damage  with 
respect  to  port-to-port  switching  charges  had  been  shown  and 
therefore  reparation  should  be  denied. 

The  first  case.  No.  11893.  involved  the  division  of  through 
rates.  The  second  case.  No.  11892,  covered  the  terminal  feature 
of  the  general  complaint,  caused  by  the  fact  that  the  rail  con- 
nections of  the  barge  line  treated  the  traffic  coming  to  and 
going  from  the  barge  line  as  if  it  were  traffic  that  was  being 
handled  for  a  .-In; 

In  respect  of  divisions  the  barge  line  contended  that  the 
divisions  had  been  unjust  and  unreasonable  since  March  1. 
l!C'ii,*on  which  day  the  governmrni  x'turned  the  railroads  to 
ih«-ir  owners.  The  examiner  said,  however,  the  Commission,  in 
accordance  with  precedents  established  by  it,  should  limit  its 
reparation  order  in  respect  to  divisions  to  the  time  subsequent 
to  the  filing  of  the  complaint. 

The  examiner  recommended  rules  for  the  divisions  of  joint 
rates  as  follows: 

A      If   joint    rate*   are   estahlli-l,.  .1    in    conm-.  -timi    with    the   water 
line*  vim  Junction*  where  division*  of  the  nil- mil  rale*  are  effective, 
mil    carrier   »h»ll    receive    Its    proportion    of   the  all-rail    rate*   as 
arrived  at  by  such  division*. 

B.  Where  all- rail  rate*  are  In  eftVot  tx-twven  the  points  to  ho 
served  by  the  wait-r-aml  rail  route*  and  the  all-rail  route*  do  not 
divide  at'  on  with  the  water  line,  the  revenue  of  the  rail 

linen  iihall  t  •  »  follow*: 

1.     The    rail    lines    shall     rr<  .  .•!     The    nearest    prorating 

point  their  established   proportion*  of   th<>  nil-rail   rate*. 

1.  Prom  the  point  at  which  freight  In  delivered  to.  or  received 
from,  the  water  line,  up  to  or  from  *uch  prorating  point,  the  rail 
carrier*  *hall  receive  an  their  proportion  a  dlvUlon  of  tin-  remainder 
of  the  all-rail  rate  worked  out  on  tin-  -fhort  rail  route  between  the 
point*  and.  for  thin  purpose,  these  fnort-llne  mileage*  shall  be 
divided  on  40-mile  block*.  The  rail  portion  of  the  rall-and-water 
route  shall  receive  the  niimU-r  of  block*  represented  by  the  distance 
to  and  from  UK- 

j.  Where  prorating  point  I*  not  Intermediate  to  the  point  of 
origin  or  destination  nn.l  the  point  In  which  freight  I*  delivered  to  or 
received  from  the  Barge  ln»-.  tin-  nil!  carrier  or  carrier*  shall 
receive  a*  their  proportion  n  division  of  the  all-rail  rate  worked 
out  on  the  *hnrt  mil  route  between  the  points,  and  for  this  purpose 
the*e  short-line  mileages  *hall  he  divided  on  40-mile  block*  with  an 
additional  40  mile*  !»r  terminal.  Tin-  rail  portion  of  the  rall-and- 
water  route  (hall  r-  »f  block*  represented  by  the 
distance  between  point  ••  nation  and  the  point  of  Inter- 
change with  the  water  carrier,  plu*  t'..  |n-mllc  terminal. 

4.  In  figuring  percentage*  on  Mock  ba*ee.  above  outlined,  a 
minimum  of  ZO  per  cent  shall  m  •  -rue  to  either  line. 

•  Before  determining  tin-  divisions  a*  outlined  In  rule*  A  and 
B,  where  It  I*  customary  In  the  division  of  the  all-rail  rate*  to 
deduct  arbitrary*  before  prorating  such  urliltrarle*  are  to  be  deducted 

i  and  added  to  the  proportion  of  the  line  performing  that  por- 
tion of  the  through  service  of  which  It  would  tie  added  In  the  dis- 
tribution of  the  all-rail  revenue. 

I>      I.     The    point    •  inge    between    the    Barge    LJne    and 

rail  carriers  shall  be  at  the  Barge  Line'*  wharf. 

I.  At  Interchange  points  «>,.  r.  Intermedlats  switching  I*  necessary 
to  place  the  car*  on  tin-  ii.uk-  nm.-t  convenient  to  the  Barge  bine. 
the  charges  for  such  switching  shall  be  paid  by  the  rail  line*  on 


DIVISIONS,  ETC.,  FOR  BARGE 

A  recommendation  to  the  effect  that  the  railroads  be  re- 
quired to  treat  the  government's  Mississippi-Warrior  service, 
operated  by  the  Inland  waterways  branch  of  the  War  Depart- 
ment, as  a  common  carrier,  has  been  made  by  Examiner  F. 
W.  McM.  Woodrow  In  a  tentative  report  on  No.  11893.  rnitt-.l 
States  War  Department.  Inland  Waterways,  Mississippi-Warrior 
Service  vs.  Abilene  *  Southern  et  al.,  and  No.  11892.  same  vs. 
same.  He  said  MM-  Commission  should  say  In  answer  to  the 
barge  line's  contention  for  the  division  of  through  rates  on  a 
mileage  basis,  that  the  commission  could  not  establish  division* 
based  solely  upon  mileage,  but  had  to  take  Into  consideration 
other  elements  enumerated  In  paragraph  6,  section  15  of  the 
Interstate  commerce  law.  He  said  the  general  principle  upon 
which  the  present  divisions  were  baaed  should  be  approved,  but 
that  some  of  the  rules  and  practices  of  the  rail  connection* 
of  the  barge  line  should  be  condemned  as  unreasonable  and  un- 
justly discriminatory.  In  their  place  the  recommended  rules 
to  be  observed  by  the  railroads  and  the  barge  line  In  dividing 
the  joint  through  rates  and  recommended  reparation  on  the  basis 
of  the  rules  suggested  by  him. 

Through  waybill  ing  arrangements,  Woodrow  said,  should  be 
established,  and  car  rental  should  not  be  assessed  against  the 
complaining  barge  line. 

Switching  charging  on  port-to  port  traffic  were  and  are  not 
unreasonable.  Woodrow  said,  but  were  and  are  unjustly  dis- 
criminatory because  the  railroads  treated  the  barge  line  aa  If 


traffic  delivered  to  the   bout   line,   and  by   the  boat  line  on  traffic  de- 
-vOTKreil   to  the  rail   lines.    In  accordance    with    the   usual   custom.     The 
applicable    reciprocal    switching    charge    shall    be    assessed    the    Barge 

and    the   rail    ! 

On  less-than-carload  freight.  If  handled  to  Interchange  by  car, 
the  same  rules  shall  apply  as  on  carload  traffic,  but  where  a  dray- 
age  I*  necessary  to  make  the  transfer,  the  drayage  shall  be  per- 
formed at  the  :  the  delivering  carrier. 

3.  Where    the    Barge    l.lne    Is    responsible    for    delaying    car*    at 
interchange  points  It  shall   be  assessed   the   regular  per  diem  charge. 
No  per  diem  shall   tie  allowed   tin    Barge   Line   in   tin    .vent   It*  equip- 
on  nt  Is  delayed  by  the  rail  line*. 

4.  The  Barge  Line  shall   a**nme   the  cost  of   transferring  freight 
from  barge  to  car  and  from  car  to  barge. 


RATE  ON  SESAME  SEED 

An  award  of  reparation  has  been  recommended  by  Examiner 
llt-nry  C.  Ki-i-ne  in  a  tentative  report  on  No.  12811.  Globe  Cotton 
<>il  Mills  vs.  Director-General,  as  agent,  on  a  proposed  finding 
that  a  rate  of  55  cents  on  two  shipments  of  sesame  seed  from 
San  Francisco  to  Ix>s  Angeles.  Cal.,  In  1918  was  unreasonable  to 
the  extent  that  It  exceeded  25  cents  per  100  pounds. 

MI8ROUTINQ   OF  COKE 

Examiner  c.  I.  Kephart  has  proposed  an  award  of  reparation 
In  a  tentative  report  en  No.  12.r>23.  Beaumont  Chamber  of  Com- 
merce vs.  DIrector-Oeneral.  as  agent,  Louisiana  Western,  et  al., 
on  a  finding  that  a  carload  of  coke  shipped  July  14,  1919,  from 
f'halson,  Tex.,  to  I,akn  Charles.  I,a.,  was  mlsrouted.  A  rate  of 
26.5  cents  per  luo  pound*  was  applied  on  the  shipment  which 
was  routed  via  the  Kansas  City  Southern,  but  which  moved  via 
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Southern  Pacific  lines.  The  applicable  rate  via  the  Kansas  City 
Southern  was  $1.65  per  ton  and  the  examiner  said  reparation 
should  be  made  to  that  basis. 


PETROLEUM,    BURKBURNETT,  TEX.,  TO   ROXANA,   ILL. 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  C.  I.  Kephart  in  No. 
12722,  Roxana  Petroleum  Corporation  vs.  Director-General  et  al., 
as  to  rates  on  125  tank  cars  of  petroleum  from  Burkburnett, 
Tex.,  to  Roxana,  111.,  between  January  29  and  March  15,  1919. 
The  rate  assessed  was  36.5  cents  per  100  pounds.  Kephart 
said  the  Commission  should  hold  that  unreasonable  to  the  extent 
it  exceded  the  rate  of  34.5  cents  to  East  St.  Louis  and  award 
reparation  to  that  basis. 


RATES   ON    FUEL   OIL 

Examiner  Bronson  Jewell,  in  a  report  on  No.  12330,  Iowa 
Malleable  Iron  Co.  vs.  Director-General  et  al.,  recommended  a 
holding  of  unreasonableness  as  to  rates  on  fuel  oil  from  the 
midcontinent  field  and  the  Kansas  City  district  to  Fairfield  and 
Ottumwa,  la.,  on  shipments  moved  in  1919  arid  1921.  The  exam- 
iner said  that  the  rates  collected  should  be  held  unreasonable 
to  the  extent  that  those  from  group  No.  1  to  Ottumwa  and  Fair- 
field  exceeded  the  rates  to  St.  Louis,  and  from  the  other  groups 
by  more  than  one  cent  over  rate  to  St.  Louis.  Reparation  is  to 
bo  made  to  the  complainant  and  to  the  Stoessel  Oil  Works,  an 
oil  dealer  at  Ottumwa.  The  report  also  covers  No.  12384  Ot- 
tumwa Chamber  of  Commerce  vs.  same  et  al. 


RATES   ON    MOTOR    BENZOL 

In  a  report  on  No.  12272,  Pure  Oil  Co.  vs.  Director-General, 
as  agent,  Examiner  Henry  C.  Keene  recommended  a  holding  of 
unreasonableness  and  an  award  of  reparation  as  to  the  rates 
of  motor  benzol,  in  tank  cars,  from  Steelton,  Minn.,  to  Minne- 
apolis, Minn.,  Miles  City,  Mont.,  and  Spokane,  Wash.,  shipped 
between  April  and  October  1919.  Rates  were  collected  at  fifth- 
class.  Later  the  rates  were  reduced  to  the  gasoline  basis  of 
14.5  cents  to  Minneapolis,  89.5  to  Miles  City  and  94.5  to  Spokane. 


RATES  ON  PIPE  AND  PIPE  FITTINGS 
In  No.  12870,  Indiahoma  Refining  Co.  vs.  A.  T.  &  S.  F.  et  al.. 
Examiner  John  T.  Money  recommended  a  finding  that  rates  on 
wrought  iron  and  cast  iron  pipe,  pipe  fittings  and  connections 
from  Drumright,  Quay  and  Shamrock,  Okla.,  to  Ranger,  Tex., 
during  federal  control,  were  unreasonable  to  the  extent  they 
exceeded  44  cents  from  Quay,  51.5  cents  from  Shamrock  and  52 
cents  from  Drumright.  The  railroads  involved,  chiefly  the  Sa- 
pulpa  &  Oil  Field  Railroad  Company  and  the  St.  Louis-San  Fran- 
cisco Railroad,  did  not  apply  the  legal  rate  when  the  shipments 
were  moved.  The  Oil  Field  railroad  was  owned  at  that  time. 
by  means  of  stock  control,  by  the  St.  Louis-San  Francisco,  but 
rates  were  charged  as  if  they  were  separate  corporations. 


RATE   ON   STRAWBERRIES 

In  a  tentative  report  on  No.  12378,  Haley-Neeley  Company 
vs.  American  Railway  Express  and  Director-General,  Examiner 
Bronson  Jewell  said  the  Commission  should  hold  a  rate  of  $2.46 
on  strawberries  by  express  from  St.  Louis  to  Aberdeen,  S.  D., 
June  9,  1919,  was  not  unreasonable  and  the  complaint  should 
be  dismissed. 


GASOLINE   TO   AKRON,   OHIO 

Examiner  R.  L.  Shanafelt  has  recommended  the  dismissal 
of  No.  13086  Standard  Oil  Company  vs.  Director-General,  Akron, 
Canton  &  Youngstown  et  al.,  on  a  holding  that  rates  on  gaso- 
line, in  tank  cars,  from  Greybull  and  Casper,  Wyo.,  to  Akron,  O., 
in  the  period  between  August  20  and  October  31,  1918,  were  not 
unreasonable.  The  complainant  alleged  the  rates  were  unrea- 
sonable because  the  factors  east  of  East  Burlington  and  East 
Clinton,  111.,  exceeded  22.5  cents.  The  factors  were  25.5  cents. 

The  case  arose  from  the  misapprehension  as  to  the  factors 
that  would  apply  east  of  the  Mississippi  to  Akron,  via  the  Akron, 
Canton  &  Youngstown.  The  complainant  thought  that  inasmuch 
as  the  factors  via  government  controlled  lines  were  25.5  the 
same  factory  would  be  used  in  determining  rates  to  Akron  via 
the  A.  C.  &  Y.,  not  under  federal  control,  but  in  competition  with 
controlled  lines.  The  examiner  said  the  fact  that  the  factors 
were  not  the  same,  and  that  later  the  25.5  cent  factor  was  re- 
duced to  22.5  cents,  did  not  show  the  higher  one  to  have  been 
unreasonable. 


intermediates  were  to  that  extent  unreasonable.  He  said  repara- 
tion should  be  awarded  as  to  shipments  which  were  charged 
rates  in  contravention  of  that  part  of  the  fourth  section.  He 
said  relief  from  the  requirements  of  that  part  of  the  law  should 
be  denied  and  that  otherwise  the  assailed  rates  had  not  been 
shown  to  be  or  to  have  been  unreasonable  or  otherwise  un- 
lawful. 


RATES  ON   HORSES  AND  MULES 

Examiner  Warren  H.  Wagner,  in  a  report  on  No.  12233, 
Hudson  Mule  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.,  a  complaint 
assailing  the  rates  on  horses  and  mules,  from  points  north  of 
the  Ohio  and  west  of  the  Mississippi  rivers  to  Atlanta.  Birming- 
ham and  Montgomery,  as  being  in  violation  of  the  first,  third 
and  fourth  sections  of  the  interstate  commerce  law  and  section 
10  of  the  federal  control  act,  recommended  a  holding  that  the 
through  rates  which  were  higher  than  the  aggregate  of  the 


RATES  ON  COAL  FROM  WEST  VIRGINIA 
In  a  tentative  report  on  No.  12712,  Hood  Coal  Co.  et  al.  vs. 
Monongahela  Valley  Traction  Co.  et  al.,  Examiner  M.  G.  de 
Quevedo  recommended  a  holding  that  the  transportation  of  coal 
from  mines  between  Shinnston  and  Bingamon  Junction,  both 
in  West  Virginia,  to  points  in  other  states,  via  the  Monongahela 
Power  &  Railway  Company,  formerly  the  Monongahela  Valley 
Traction  Company,  was  by  a  common  carrier  subject  to  the 
provisions  of  the  act.  The  object  of  the  complainant  was  to 
procure  joint  rates  on  the  ground  that  existing  combinations 
were  unreasonable,  but  Mr.  Quevedo  recommended  a  holding 
that  the  combinations  were  and  are  not  unreasonable  or  other- 
wise unlawful. 


RATES  ON  POTATOES  FROM  MAINE 
An  order  of  dismissal  has  been  recommended  by  Examiner 
Lawrence  Satterfield,  in  a  report  on  No.  12274,  American  Fruit 
and  Vegetable  Shippers'  Association  et  al.  vs.  Bangor  &  Aroos- 
took  et  al.,  on  a  holding  that  the  all-rail  and  rail-water-and-rail 
rates  on  potatoes  from  northern  Maine  producting  points  to 
destinations  in  southeastern  territory,  since  February  18,  1920, 
as  to  the  all-rail  rates,  and  since  August  and  September,  1917, 
as  to  the  other  class  of  rates,  were  and  are  not  unreasonable. 
Satterfield  said  the  Commission  should  deny  the  prayer  for  the 
establishment  of  joint  rates. 


RATES   ON    WOOLEN   YARN 

An  award  of  reparation  on  account  of  an  unreasonable  first 
class  rate  on  woolen  yarn  from  Skowhegan,  Me.,  has  been  made 
by  Examiner  M.  G.  de  Quevedo,  in  a  report  on  No.  12492,  Maine 
Spinning  Co.  et  al.  vs.  Maine  Central  et  al.  He  said  the  Com- 
mission should  hold  unreasonable  the  first  class  rate  from 
Skowhegan  to  Worcester,  which  was  higher  than  the  contem- 
poraneous commodity  rate  to  Uxbridge  and  Millbury,  Mass.,  to 
which  Worcester  is  directly  intermediate.  The  examiner  said 
the  Commission  should  hold  the  first  class  rates  on  woolen  yarn, 
any  quantity,  from  Skowhegan  to  points  other  than  Worcester, 
on  the  New  Haven  in  Massachusetts,  Rhode  Island  and  Con- 
necticut had  not  been  shown  to  be  unreasonable  or  unjustly 
discriminatory. 


RATES  ON  CEDAR  POSTS  FROM  ARKANSAS 
A  finding  of  unreasonableness,  another  of  misrouting,  and 
an  award  of  reparation  have  been  recommended  by  Examiner 
Bronson  Jewell,  in  a  report  on  No.  12308,  Nebraska  Bridge  Sup- 
ply &  Lumber  Co.  vs.  Director-General,  as  agent,  as  to  rates 
on  cedar  posts  from  points  of  origin  in  Arkansas  to  various 
destinations  in  Nebraska  and  Kansas,  except  from  Pyatt,  Ark., 
to  Orleans,  Neb.  One  shipment  he  found  to  have  been  mis- 
routed.  The  examiner  said  reparation  should  be  awarded  on 
five  shipments  but  not  as  to  three  others,  because  of  doubt  as 
to  whether  an  award  could  be  made  to  account  of  the  Southern 
Red  Cedar  Post  Company,  even  if  that  company  was  a  subsidiary 
of  the  complainant. 


RATES  ON   BEVERAGES  TO  WICHITA 

Approval  of  subsequently  established  rates  on  non-alcoholic 
cereal  beverages,  and  a  recommendation  that  reparation  be 
made  on  shipments  from  St.  Louis,  Peoria,  Chicago,  St.  Paul 
and  common  points  to  Wichita,  on  the  prior  rates  have  been 
suggested  by  Examiner  F.  E.  Early  in  a  report  on  No.  12326, 
Wichita  Board  of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  et  al.  The 
shipments  in  question,  about  250  carloads,  moved  after  Jan- 
uary 1,  1917.  The  complainant  asked  rates  to  Wichita  which 
would  not  exceed,  on  a  ton-mile  basis,  the  rates  contemporane- 
ously maintained  to  Kansas  City.  After  the  complaint  was  filed 
the  carriers  proposed  a  readjustment,  including  reductions  to 
Wichita  and  increases  to  the  competitive  points,  which  the  ex- 
aminer said  would  have  been  reasonable  maximum  rates  as  of 
August  26,  1920. 


RATES  ON   LUMBER   FROM   OREGON 

Examiner  H.  J.  Wagner,  in  a  report  on  No.  12914,  Willamette 
Valley  Lumbermen's  Association  et  al.  vs.  Southern  Pacific  et  al., 
recommended  a  holding  of  undue  prejudice  and  an  order  requir- 
ing its  removal,  as  to  rates  on  lumber  and  other  forest  products 
from  points  in  Oregon  south  of  Portland  and  north  of  and  In- 
cluding Leona,  and  from  points  on  the  Astoria  branch  of  the 
Spokane,  Portland  &  Seattle  to  destinations  in  Montana,  the 
Dakotas,  Minnesota  and  Wisconsin.  The  examiner  said  the 
rates  should  be  held  unduly  prejudicial  in  so  far  as  the  car- 
(Continued  on  page  326) 
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GENERAL  RATE  INQUIRY 


Tht  Traffic  World  Waikingtoii  Bureau 

•It  is  my  judgment  that  a  reduction  of  passenger  (ares  to  3 
cents  a  mile  would  give  the  carriers  more  net  earnings,  ulti- 
mately, than  the  present  rate,"  said  Clyde  M.  Reed,  chairman  of 
the  Kansas  commission,  speaking  as  one  of  the  witnesses  for 
the  state  commissions  in  the  general  rate  inquiry  at  the  after- 
noon session,  February  2.  "I  am  strongly  of  the  opinion  that 
the  passenger  rates  are  too  high.  They  are  higher  than  the 
traffic  can  bear  and  the  railroads  would  be  benefited  by  their 
reduction. 

"Contrary  to  the  judgment  of  every  railroad  traffic  man  and 
every  railroad  attorney,  it  is  my  life-long  conviction  that  the  rate 
does  affect  business.  Automobile  traffic  is  seriously  Interfering 
with  the  business  of  the  railroads." 

"Would  a  difference  of  $3.60  in  the  fare  from  Topeka  to 
Colorado  Springs  keep  Mrs.  Reed  from  going  to  Colorado 
Springs?"  asked  Commissioner  Lewi*,  who  had  figured  that  thai 
would  be  the  difference  in  dollars  arising  from  the  difference 
In  the  basis  rate*  of  3  and  3.6  cents  per  mile. 

"If  you're  a  married  man,  you  know  the  answer,"  smilingly 
remarked  the  witness,  amid  the  laughter  of  those  In  the  room 
"That  question  Is  a  little  too  profound  to  answer,  but  I  do  be- 
lieve the  business  of  a  railroad  is  affected  by  the  rate." 

As  to  the  so-called  surcharge  for  passengers  in  Pullman 
cars,  Mr.  Reed  said  the  passenger  who  ride*  hi  a  Pullman  cai 
undoubtedly  receives  a  more  valuable  service  than  the  one  who 
rides  In  another  kind  of  car  and  should  pay  more  for  it.  He 
said  the  Kansas  commission  had  allowed  the  surcharge  to  r- 
main,  although  It  was  admitted  that  it  was  not  scientifically 
placed.  The  witness  said  he  hated  that  word  scientifically,  but 
his  idea  was  that  the  surcharge  was  based  upon  the  time  the 
passenger  spent  In  the  Pullman  rather  than  the  distance  trav 
eled,  and  that  distance.  In  this  Instance,  should  have  been  more 
of  a  factor  than  bad  been  the  fact  in  Imposing  the  surcharge. 

As  a  personal  suggestion,  that  would  not  bind  him.  Mr.  Reed 
suggested  that  the  basic  passenger  fare  be  reduced  to  3  cents 
a  mile,  that  the  surcharge  be  removed,  and  that  3.6  cents  be 
made  the  charge  for  transportation  In  the  heavier  cars.  Answer- 
Ing  a  question  by  Commlsioner  Altchlson.  Mr.  Reed  said  that  the 
higher  rate  for  travel  in  a  Pullman  could  be  arranged,  between 

[.otitlve  points,  on  the  principle  that  governs  the  making  of 
passenger  fares  between  such  points  now;  that  Is.  the  longer 
lines  would  be  allowed  to  sell  tickets  for  travel  on  a  Pullman 
at  the  rate  for  the  abort  line. 

A.  G.  Patterson,  president  of  the  Public  Service  Commission 
of  Alabama.  Indorsed  what  Chairman  Reed  bad  said.  He  added 
that  the  railroads  In  Alabama  had  been  making  excursion  fares 

ntly  and  the  public  responded  liberally,  showing,  as  he 
thought,  the  public  would  travel  if  fares  were  made  lower. 

This  testimony  was  based  on  studies  of  operating  ratios  on 
freight  and  passenger  business  submitted  in  the  form  of  exhibits 
by  C.  E.  Schrelber.  rate  man  for  the  Wisconsin  commission. 

Reduction   In    Passenger  Fares 

Members  and  representatives  of  state  railroad  and  public 
utility  commissions  testifying  almost  exclusively  In  favor  of  a 
reduction  In  the  basic  passenger  fare  from  3.6  to  3  cents  per 
mile  occupied  (be  time  of  the  Commission  at  the  morning  se»- 
slon  February  3.  The  witnesses  were  O.  O.  Calderhead.  rate 
expert  of  the  Department  of  Public  Works  of  Washington,  the 
to  the  utilities  commission  of  that  state;  J.  F.  Shaugh- 
of  the  Nevada  commission:  Fred  W.  Putnam  of  the  Min- 
nesota commission,  who  had  had- charge  of  the  presentation  of 

•tate  commissions'  side  of  the  case  up  to  that  time;  Paul  A 
Walker,  special  counsel  for  the  Oklahoma  Corporation  Commis- 
sion, who  made  a  statement  that  If  a  witness  for  that  body  had 
been  present,  be  would  have  testified  so  and  so;  and  Georg. 
president   of  the   Idaho  Public   Utilities  Commission 

It  was  the  Intention  of  Mr.  Calderhead  to  speak  only  of  the 
desirability  of  stimulating  business  by  a  reduction  in  passenger 
fares,  but  h«-  adverted  to  the  testimony  of  H.  W.  Prickett  to  the 

•  that  Australian  coal  was  coming  Into  Pacific  coast  ports. 
Mr.  Calderhead  said  that  normally  the  state  of  Washington  pro- 

>i  coal  enough  to  supply  Itself  and  have  some  left  over  for 
shipment  to  California,  where  It  meets  the  Utah  coal  moving  on 
lower  rate*.  Mr.  Prickett  bad  asked  for  a  20  per  cent  reduction 
on  the  theory  that  Utah  coal  was  not  moving  as  freely  as  It 
should  because  rates  were  too  high.  The  witness  said  that  If 
reductions  in  freight  rates  should  be  ordered,  the  reductions 
should  be  applied  to  lumber,  land  products,  salmon,  canned  goods 
and  MVP  stock,  because  Washington  producers  were  so  far  from 
market. 

After  saying  that  reductions  in  passenger  fares  would  stimu- 
late business.  Mr.  Calderhead  said  that  the  motor  truck  and 
automobile  stage  were  operating  In  Washington  very  mm  h  as 
the  railroads.  They  had  flled  tariffs  and  classifications  and 
ent«r«Hl  Into  through  route  and  Joint  rate  arrangements.  HP  said 
that  the  frequency  of  the  stage  service  created  new  business 
and,  therefor*.  It  wan  difficult  for  him  to  estimate  how  much  of 
*••  •*•*•  revenue  was  from  created  business  and  how  much 


came  from  busines  formerly  done  by  the  railroads.  He  esti- 
mated that  their  annual  revenues  amounted  to  $2,000,000.  The 
trucks,  he  said,  were  also  creating  havoc  with  the  business  of 
the  boat  lines  on  Puget  Sound  because  they  were  going  by  short 
ferryage  to  Vancouver  Island,  and  distributing  their  lading  to 
points  on  the  island  long  before  the  boats  starting  at  the  same 
time  could  arrive  at  their  destination  via  their  roundabout  routes. 
Answering  a  question  by  Commissioner  Lewis,  Mr.  Calderhead 
said  that,  of  course,  in  view  of  the  fact  that  the  products  of 
the  farm  and  the  forest  had  been  given  the  benefit  of  reductions, 
other  classes  and  commodities  should  be  given  relief  before 
t;n in  and  forest  products  were  again  considered. 

Mr.  Shaughnessy  suggested  a  reduction  of  passenger  fares 
to  the  3-cent  basis  and  the  removal  of  discrimination  against 
X<  vada.  New  Mexico  and  Arizona  by  bringing  their  passenger 
fares  down  to  the  basis  in  neighboring  states.  He  said  the  main- 
line basis  in  those  states  was  4.6  cents  and  the  branch  line  basis 
6  cents.  In  a  few  parts  of  the  states  the  branch  line  basis  was 

:i  higher,  he  said. 

"The  Commission  has  held  that  the  bases  of  fares  in  those 
states  were  not  unreasonable  or  unjustly  discriminatory,  has  it 
not?"  asked  Freil  II.  Wood. 

"Yes,  but  it  has  also  reopened  that  case  for  further  hearing 
and  we  hope  to  persuade  it  that  the  bases  are  wrong,"  said 
Shaughnessy. 

It  was  the  conclusion  of  Mr.  Putnam,  based  on  talks  he  had 
with  railroad  trainmen,  hotelkeepers  and  business  men,  that 
passenger  fares  were  too  high.  One  hotel  man,  he  said,  called 
attention  to  the  fact  that  when  the  fare  was  2  cents  per  mile,  the 
count ry  merchant  frequently  came  to  the  city  to  buy  goods.  Now 
hi-  i  nine.-,  .seldom,  lie  .said. 

tinlssioner  Hall  Inquired  If  the  Volstead  law  had  had  any- 
thing to  do  with  the  production  of  the  depression  in  business. 
He  suggested  grain,  hops  and  cooperage  as  affecting  Milwaukee. 

"I  do  not  live  in  Milwaukee,"  retorted  the  witness. 

•Hut  you  suggested  that  the  country  merchant  does  not 
come  to  the  city  as  often  as  formerly,"  said  Mr.  Hall. 

"The  Volstead  law  might  be  the  cause  of  some  traveling  to 
the  cities,  because,  according  to  reports,  that  Is  where  it  Is  vio- 
lated," said  Putnam.  The  witness  thought  the  law  had  had  some 
effect,  especially  on  cooperage.  He  said  the  traveling  salesmen 
undoubtedly  were  using  the  automobile,  on  account  of  its  greater 
flexibility,  for  short  jumps  but  for  jumps  of  forty  and  fifty  miles, 
be  said,  they  preferred  the  railroad  trajtis,  costs  being  equal. 

The  witness  and  Commissioner  Hall  argued  about  the  for- 
mer's conclusion  that  the  Pullman  surcharge  was  not  a  good 
way  to  obtain  more  money  from  the  passenger  using  the  heavier 
equipment.  Mr.  Hall's  questions. seemed  to  Imply  on  his  part 
that  that  method  of  collecting  the  greater  sum  for  the  more 
valuable  service  was  the  cheapest  and  most  just  way  to  obtain 
It,  rather  than  have  It  assessed  on  the  mileage  basis. 

"Would  you  have  the  fare  vary  with  the  weight  of  the  pas- 
senger?" asked  Ralph  Merriam,  who  believes  he  is  a  gentleman 
notwithstanding  the  dictum  of  Thomas  B.  Reed  that  no  gentle- 
man weighs  more  than  200  pounds.  Putnam,  whose  weight 
would  not  be  discussed  by  excessively  polite  persons,  thought 
not. 

Mr.  Walker  said  that  If  a  witness  for  the  Oklahoma  com- 
mission  were  present  he  would  testify  that  reduction  In  pas- 
senger fares  would  produce  greater  revenue. 

Mr.  Krb  said  that  If  any  reductions  were  to  be  made,  Idaho, 
the  condition  of  whose  people  Is  desperate,  would  prefer  them 
to  be  made  on  mineral  products,  lumber,  live  stock  and  agri- 
cultural products. 

U  do  n°t  wish  to  be  understood  as  claiming  that  a  reduc- 
freight  rates  Is  a  panacea  for  all  our  Ills,  but  It  Is  trut 
that  rates  are  abnormally  high  as  compared  with  prices  of 
basic  productions  and  It  Is  equally  true  that  the  producer  looks 
upon  these  carrying  charges  as  the  thing  which  stands  In  the 
way  of  marketing."  said  Mr.  Erb. 

"It  Is  also  true  that  what  we  need  in  Idaho  today  Is  suffi- 
cient faith  in  the  future  to  encourage  production  and  develop- 
ment and  that  without  such  an  optimistic  belief  our  future  out- 
look is  gloomy. 

"I  am  not  a  rate  man  and  not  qualified  to  testify  as  to  rate 
relationship,  but  I  am  quite  confident  that  there  Is  some  point 
in  the  rate  scale  to  which  reduction  can  be  made,  which  will  not 
only  give  material  ^encouragement  and  relief  to  the  producer, 
but  at  the  same  time  afford  the  carriers  equally  as  great  revenue 
as  present  rate  schedules." 

Hoover  Testifies 

•  i;ir>  Hoover,  of  the  Department  of  Commerce,  who  ap- 
peared at  the  request  of  the  Commission  on  the  afternoon  of 
Kebniary  3.  made  the  following  statement: 

In    ii-nfniiiflitit:    In    tli.     in  vitut  ion    to  discuss   some   of   the   problems 

.1    in    your    m -ncral    railroad    Investigation,    I   shall    devote   myself 

i"  thr-,.  of  the  runway  topics  which  especially  arise  from  the  present 

•  •w  nt   length  that  we  are  recovering  from  the 

ili -struct Inn  and   Inflation   of  the  Knjilisl    wur   In   history,   that  we  are 
suffering   from    the    waste,    the   extravagance,    and   over-expansion    of 
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tin-  post-war  boom,  and  that  the  war  him  brought  about  great  shifts 
In  the  movement  and  price  levels  of  commodities  between  nations. 

I  would,  however,  suggest  that  it  might  be  profitable  for  our  peo- 
ple to  get  a  somewhat  clearer  perspective  of  our  own.  and  the  world's, 
troubles  and  problems.  Even  a  superficial  survey  must  bring  us  out 
of  an  atmosphere  of  gloomy  Introspection  Into  an  assuring  realization 
that,  great  as  our  dislocations  may  seem  to  be.  we  relatively  are 
in  an  enviable  position.  Our  nation  is  unshaken  and  as  a  people  we 
are  getting  our  bearings  in  a  world  of  perplexing  economic  adjust- 
ments. While  there  Is  unemployment  and  lack  of  profit  taking.  wt>  ire 
free  of  panic.  We  are  comparatively  more  restless  than  injured.  For 
instance,  as  heavy  as  our  tax  burden  is  it  is  still  less  than  one-half 
as  great  In  proportion  to  our  national  productivity  as  the  other  states 
in  the  war. 

The  violence  of  our  readjustment,  however,  is  without  parallel 
iind  we  sometimes  tend  to  color  our  measures  for  the  future  by  the 
depression  we  are  In.  The  fact  is,  that  we  must  predicate  all  plans 
for  the  future  on  the  ultimate  return  of  the  American  people  to  a 
normal  economic  activity,  with  our  annual  progress  in  the  expansion 
of  our  production,  of  our  plant  and  equipment,  of  our  skill  and  our 
efficiency.  There  can  be  no  question  that  this  return  will  take  place, 
and  no  responsible  body  will  approach  our  problems  on  any  other 
basis.  Not  one  of  us  would  su'bmit  to  the  charge  that  we  were  not 
prepared  to  bet  against  any  odds  upon  the  future  of  the  United  States. 
Our  problem  is  to  expedite  this  recovery— to  speed  up  employment  of 
our  workers,  and  thereby  find  market  for  our  farmers. 

If  we  look  at  the  national  economic  situation  as  a  whole,  the 
creates!  impulse  that  can  be  given  to  recovery  from  any  source  what- 
ever Is  a  reduction  of  rates  on  primary  commodities  combined  with 
the  immediate  resumption  of  railway  construction  and  equipment.  The 
first  depends  upon  reduction  of  operating  costs,  the  second  upon  res- 
toration of  credit  for  our  railways. 

One  thing  is  absolute.  Our  transportation  facilities  are  below  the. 
needs  of  our  country,  and  unless  we  have  a  quick  resumption  of  con- 
struction, the  whole  community — agricultural,  commercial  and  indus- 
trial—will be  gasping  from  a  strangulation  caused  by  insufficient 
transportation  the  moment  that  our  business  activities  resume.  For 
the  past  five  years  we  have  had  no  consequential  expansion  to  our 
railway  transportation  machine.  With  but  one  interval  of  9  months 
in  1918  and  1919  we  had  a  car  shortage  throughout  the  whole  of  the 
years  1916-17-18-19  and  <20.  This  shortage  rose  to  as  high  as  160,000 
cars  with  a  corresponding  shortage  of  motive  power.  We  paid  tre- 
mendous sums  in  commercial  losses  and  unemployment  in  conse- 
quence. We  laid  it  onto  the  war.  We  should  lay  in  onto  our  lack 
of  foresight  and  antagonism  to  railroads. 

Few  peo'ple  seem  to  realize  the  amount  of  expansion  in  our  trans- 
portation machine  necessary  to  keep  pace  with  the  growth  of  the 
country.  And  an  equal  few  seem  to  have  any  notion  of  the  price 
we  pay  for  not  having  it.  Our  country  is  more  dependent  upon  rail- 
way transport  than  any  other.  All  others  have  comparatively  greater 
coast  lines  and  internal  waterways.  The  experience  of  the  twenty 
years  before  the  war  has  shown  that  we  must  build  an  extension  of 
lines,  including  terminal  facilities,  additional  sidings,  etc..  every  year 
equal  to  the  construction  of  a  new  railway  from  New  York  to  San 
Francisco.  We  must  add  at  least  120.000  cars  and  2.500  locomotives 
annually  to  our  equipment.  Since  we  entered  the  war  in  1917  we  have 
constructed  at  least  10.000  miles  of  railways  less  than  our  increasing 
population  and  economic  development  called  for  and  we  are  behind  in 
rolling  stock  by  about  4,000  locomotives  and  200.000  cars.  I  wish  to 
emphasize  that  unless  we  can  have  an  immediate  resumption  of  con- 
struction and  equipment,  our  commercial  community  will  pay  treble 
the  cost  of  the  whole  of  them  in  their  losses  of  a  single  season.  The 
very  moment  that  we  reach  anything  like  normal  business  we  shall 
see  a  repetition  of  car  shortages,  followed  by  an  increase  in  the  cost 
of  coal  to  the  consumer  from  one  to  three  dollars  a  ton;  we  shall 
again  see  premiums  of  20  cents  a  bushel  for  the  use  of  cars  for  mov- 
ing grain;  we  shall,  in  fact,  see  a  shortage  of  commodities  to  the  con- 
sumer, and  we  shall  see  gluts  upon  the  hands  of  the  producers.  We 
shall  see  factories  filled  with  orders  again  closed  for  lack  of  cars: 
we  shall  see  large  intermittency  in  employment,  and  we  shall  see  the 
usual  profiteering  in  commodities  due  to  a  stricture  between  the  pro- 
ducer and  consumer. 

There  would  be  no  difficulty  whatever,  by  basing  such  losses  on 
the  experiences  we  have  already  had,  to  calculate  a  loss  to  the  Amer- 
ican people  of  a  billion  dollars  for  each  one  of  these  periodic  trans- 
portation shortages. 

Furthermore,  there  is  nothing  that  is  so  irrecoverable  a  loss  to  the 
nation  as  idle  shops  and  idle  men.  Today  we  have  both.  There  is 
nothing  that  will  so  quickly  start  the  springs  of  business  and  em- 
ployment as  an  immediate  resumption  of  construction  and  equipment 
of  the  railways.  When  business  does  resume  we  shall  need  all  of  our 
capacity  for  the  production  of  consumable  goods.  We  shall  not  only 
find  it  strangled  for  lack  of  transportation,  but  we  shall  find  ourselves 
plunging  into  the  manufacture  of  this  very  railway  equipment  and 
construction  in  competition  with  consumable  goods  for  materials  and 
labor.  Herein  lies  the  basic  cause  of  destructive  price  inflation  and 
booms,  with  all  their  waste  and  over-expansion.  In  times  of  depres- 
sion we  should  prepare  for  the  future  and  by  doing  so  we  can  cure  the 
depression  itself. 

If  we  examine  the  fundamental  reasons  for  failure  to  resume 
equipment,  we  w".l  find  them  In  the  loss  of  confidence  in  railways  as 
an  investment  and  the  competition  of  tax  free  securities.  We  have 
passed  the  period  of  credit  strain  in  this  depression.  Surplus  capital 
Is  pouring  by  hundreds  of  millions  monthly  into  tax  free  securities 
and  foreign  loans,  and  yet  our  railways  are  unable  to  finance  the 
most  moderate  of  construction  programs.  The  confidence  of  the  public 
in  railway  investments  was  at  so  low  an  ebb  before  the  war  that 
finance  by  the  issue  of  common  and  preferred  stocks  had  become 
impossible  and  railway  expansion  was  living  on  bond  issues.  The  con- 
fidence of  an  assurance  and  continuity  in  earning  power  to  cover  this 
burden  of  bonds  has  been  even  lowered  since  the  war  began,  because 
of  the  uncertainties  of  botli  rising  and  falling  prices,  of  rising  and  fall- 
ing wages,  of  rising  and  falling  rates  preventing  ail  regularity  of  earn- 
ings upon  which  an  investor  could  be  convinced,  even  if  no  other  dif- 
ficult factors  entered  into  the  problem.  I  see  no  occasion  to  go  into 
the  labyrinth  of  past  railway  finance,  its  propriety,  or  lack  of  pro- 
priety, its  foolishness  or  its  skill.  That  generation  is  gone  by.  This 
Commission  approaches  the  financial  problems  of  the  railways  upon 
the  actual  value,  not  upon  their  issues  of  securities,  and  I  take  it  we 
are  living  for  the  future,  not  the  past.  We  want  transportation,  and 
we  want  it  with  the  values  of  private  initiative  and  clean  public 
service. 

If  we  look  to  the  immediate  future  with  its  complete  necessity  of 
paring  the  railway  earnings  down  to  little  more  than  bond  interest, 
until  we  give  relief  to  the  shipper  (and  thus  the  primary  foundation 
to  business  recovery)  I  can  see  little  likelihood  of  convincing  the 
Investor  as  to  his  margins  of  safety.  There  is  an  atmosphere  that  our 
railways  will  never  again  earn  profits,  and  that  they  are  not  as  an 
Industry  worthy  of  investment,  and  that  because  private  investors 
will  not  come  to  their  assistance  nobody  can  do  anything. 

Far  from  it  being  impossible  for  our  railways  again  to  return  to  a 
profitable  footing,  I  believe  it  is  possible  to  demonstrate  that  on  an 
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average  they  will  become  very  profitable.  If  we  assume  that  the 
reduction  of  prices  and  wage  levels  will  settle  at  a  plane  no  lower  than 
50  per  cent  over  pre-war,  and  if  we  assume  that  the  present  rates  are 
to  maintain,  and  if  we  assume  restored  traffic,  then  the  earnings  of 
our  railways  would  exceed  IB  per  cent  on  the  whole  of  the  Commis- 
sion's tentative  valuation.  Surely  there  is  room  here  for  safety  to 
Investment,  as  well  as  relief  to  the  shipper. 

But  the  circumstances  being  as  they  are,  confidence  being  at  a  low 
ebb  we  do  not  have  the  equipment  necessary  for  our  business.  We 
are  driving  headlong  for  a  setback  to  our  whole  commerce  the  very 
moment  that  we  begin  to  get  on  our  feet. 

In  these  circumstances  it  seems  to  me  vital  that  the  railways,  as 
our  greatest  industry,  should  propose  a  courageous  program  of  board- 
visioned  betterments,  and  if  necessary,  the  government  should  consider 
giving  the  use  of  its  superior  credit.  It  would  not  cost  the  taxpayer 
a  cent  to  give  the  government  guarantee  to  equipment  trusts  upon 
the  responsibility  of  the  railways,  the  proceeds  devoted  entirely  to 
improvement  and  equipment.  This  is  no  proposal  to  take  money  from 
the  taxpayer.  It  Is  a  proposal  to  save  him  from  paying  treble  the 
amount  of  his  guarantee  in  profiteering  and  losses.  It  will  render  a 
reduction  of  rates  earlier,  for  unless  something  is  done  the  improve- 
ments will  have  to  be  paid  over  years  out  of  increased  rates.  Nor 
would  we  lose  a  cent  upon  the  guarantee  for  if  American  railways, 
cannot  earn  interest  upon  their  borrowings  let  us  throw  up  our  hands 
and  prepare  for  a  second  Russia. 

A  real  program  of  construction  would  in  its  various  ramifications 
give  relief  to  five  or  six  hundred  thousand  of  pur  unemployed.  It 
would  enable  even  added  numbers  to  increase  their  standard  of  living, 
and  thus  give  increased  market  to  the  produce  of  our  farmers.  Our 
farmers  who  look  to  foreign  markets  for  their  surplus  should  stop  to 
consider  that  our  home  consumption  of  meat  decreased  nearly  7 
pounds  per  capita  in  1921,  mostly  owing  to  unemployment,  and  that  if 
this  decrease  could  be  overcome  it  would  be  worth  more  than  a  35 
per  cent  increase  in  exports. 

We  talk  glibly  of  giving  billions  of  credits  to  foreign  countries,  to 
increase  our  farm  exports.  I  wish  to  say,  with  all  responsibility  for 
the  statement,  that  a  billion  dollars  spent  upon  American  railways, 
will  give  more  employment  to  our  people,  more  advance  to  our  in- 
dustry, more  assistance  to  our  farmers,  than  twice  that  sum  expended 
outside  the  frontiers  of  the  1'nited  States — and  there  will  be  greater 
security  for  the  investor. 

Finally,  I  want  to  refer  to  the  veritable  witches'  cauldron,  being 
fed  constantly  with  hates  distilled  from  the  misdeeds  of  railway  pro- 
moters in  the  past,  from  the  conflicts  between  the  railways  and  the 
farmers,  between  the  railways  and  their  workmen.  From  all  the 
confusion  that  arises  from  it  we  destroy  our  railways  and  destroy 
ourselves.  With  this  Commission  on  one  hand  assuring  honesty  in 
finance,  justice  to  the  shipper  and  the  railway  investor,  with  the  Rail- 
way Labor  Board  assuring  justice  to  workers,  and  above  all,  with  a 
jreat  spirit  of  public  service  in  our  generation  of  railway  managers,  it 
s  time  to  call  off  the  witches  and  take  some  vision  of  our  national 
situation  if  we  are  to  pull  ourselves  out  of  this  depression. 

Railway  Rates. 

Before  entering  upon  the  question  of  readjustment  of  rates,  I  wish 
to  set  out  some  factors  in  the  present  economic  situation  that  bear 
upon  the  entire  question. 

The  following  table  shows  a  few  commodities  and  service  groups, 
compared  to  1913  as  100: 

Farm  crops,  at  the  farm 98 

All  animals,  at  the  farm   92 

Retail   foodstuffs    150 

Cotton,  at  the  farm   136 

Wool,  at  the  farm 101 

Retail  clothing    213 

Steel  billets,  Pittsburgh   113 

Copper  86 

Zinc    90 

Pig  iron,    Pittsburgh    128 

Bituminous   coal,   at   the   mine    (estimated,   four 

districts)    160 

Bituminous  coal  (retail,  various  localities) 198-220 

Yellow  pine  lumber,  at  the  mill 189 

Douglas  fir  lumber,  at  the  mill 125 

Lumber,   retail    (partly  estimated) 200 

Cost  of  living,  variously  estimated,   from 162-180 

Wage  scales  (approximate) — 

Farm  labor 135 

Textile  industries   210 

Steel   industries    150 

Railways  200 

Metal   trades    218 

Building    trades    190 

Coal  mining  scales   173 

This  table  at  once  demonstrates: 

(1)  The.  inequality  in  prices  and  wages  between  different  groups 
of  commodities. 

(2)  The  great  increase  in  spread  between  "producer's"  and  "con- 
sumer's" goods. 

(3)  The  lag  in  wage  scales. 

As  the  population  engaged  in  the  "deflated"  producer's  goods — 
agriculture  and  metals,  woods,  etc. — comprise  one-half  the  total  in 
number  of  the  nation,  their  power  to  buy  the  same  ratio  of  con- 
sumer's goods  has  been  reduced  to  less  than  70  per  cent  of  pre-war, 
and  is  the  consequent  cause  of  a  large  part  of  the  industrial  and 
commercial  unemployment  and  stagnation  in  our  cities  and  our  trans- 
portation. 

I  wish  to  espectially  call  your  attention  to  the  indicated  enormous 
increase  in  spread  between  primary  producer's  and  ultimate  con- 
sumer's goods.  In  considering  it.  we  must  bear  in  mind  that  when  we 
MS.  100  for  both  consumer's  and  producer's  goods  of  1913,  we  have 
already  included  the  spread  between  producer  and  consumer  at  that 
period.  I,  therefore,  believe  that  the  index  numbers  indicate  an  in- 
crease of  100  per  cent  in  the  actual  spread.  It  is  right  here  where  the 
most  of  our  economic  difficulties  lie  today.  Our  increased  cost  of 
manufacture  and  distribution  bears  two  relations  to  the  rate  question 
— first,  that  the  increase  of  rates  of  from  30  per  cent  to  100  per  cent 
In  different  commodities  are  part  of  it.  and  are  in  turn  part  caused 
by  it;  and  second,  the  increased  rates  bear  very  unequally  on  different 
groups  in  the  community. 

If  we  search  for  the  cause  of  this  increase  of  spread  we  shall 
find  therein  a  vast  complex  of  increased  taxation,  increased  wages 
rents,  and  a  dozen  items,  all  reacting  upon  each  other,  and  also  ex- 
pressing themselves  in  increased  cost  of  operating  the  railways.  For 
instance,  the  total  increase  in  national,  state  and  municipal  taxes 
since  1913  is  approximately  $5,640.000,000.  At  the  present  purchasing 
power  of  the  dollar,  our  total  national  productivity  is  probably  some- 
where around  fifty  billions  of  dollars,  of  which  over  10  per  cent  must 
now  be  devoted  to  increased  taxes.  This  sum  of  money  must  be 
obtained  either  from  the  producer  or  the  consumer  and  in  any  event 
a  considerable  part  of  the  taxes  contributes  to  widen  the  spread. 
Because  the  increase  in  spread  due  to  taxes  necessitates  a  spiral  of 
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Increased  wage*,  rents,  etc..  and  before  Ha  force  expends  Itself,  my 
own  opinion  Is  that  possibly  20  points  In  the  distorted  Index  number 
flows  from  Increased  taxes. 

The  increase  of  railway  rates  since  1913  in  Class  I  railways,  1921. 
is  about  $2.600.000.000.  of  which  about  Jl. 400. 000.000  are  due  to  wage 
increases  and  about  $160.000.000  to  tax  Increases.  If  our  traffics  were 
normal  the  total  Increase  of  rates  would  be  more  like  $3.500.000.000. 
These  sums  enter  into  this  Increase  In  the  spread  and  carry  with  them 
a  further  trail  of  increased  living  costs  and  again  a  spiral  of  higher 
wages,  rents,  etc.,  in  all  other  branches  of  manufacture  and  dis- 
tribution. 

There  are  other  causes  of  the  increased  spread,  some  of  which  will 
be  mitigated  with  time. 

No  one  can  say  to  what  particular  table-land  of  prices  and  wages 
we  may  settle  upon,  but  It  is  a  certainty  that  the  exchange  value  of 
producer's  goods  will  not  again  line  up  with  consumer's  goods  unless 
we  can  decrease  the  costs  and  eliminate  the  wastes  of  our  whole 
manufacturing  and  distribution  trades.  And  unless  we  can  secure 
their  nearer  proximity  we  will  retard  a  return  of  employment  and 
prosperity. 

I  wish  to  digress  for  just  a  moment  from  railway  to  agricultural 
subjects,  to  point  out  that  the  recent  projects  for  fixing  farm  prices  by 
law  are  apparently  founded  on  the  notion  that  by  raising  agricultural 
prices  up  to  the  levels  of  consumer's  goods  we  can  remedy  the 
extreme  hardship  of  our  farmers.  Even  If  It  be  possible  to  raise  the 
prices,  much  less  advantage  would  accrue  to  the  farmer  than  antici- 
pated. Unless  the  "spread"  Is  decreased  by  actual  savings,  the  costs 
of  manufacture  and  distribution  would  be  at  least  partially  Increased 
by  higher  prices  of  producer's  goods.  The  spread  Is  fundamentally 
due  to  Increased  cost  of  manufacture  and  distribution,  not  to  the  fall 
In  producers'  goods.  The  real  remedy  Is  an  attack  upon  the  causes 
ot  the  spread  and  thereby  to  bring  consumer's  goods  down  to  the 
producer's  buying  power. 

It  Is  a  certainty  that  In  order  to  decrease  the  spread,  railway 
rates  must  come  down  and  for  rate*  to  come  down  costs  of  railway 
operation  In  wages  and  prices  of  supplies  must  be  reduced.  I'ntll 
this  adjustment  Is  secured  the  economic  machine  will  continue  to 
move  slowly.  We  cannot  and  should  not  expect  wages  to.  come  back 
to  pre-war  levels.  Many  of  our  wage  scales  were  too  low  In  pre- 
war times.  They  can  follow  down  step  by  step  with  the  cost  of  liv- 
ing, but  there  are  permanent  charges  In  this  spread,  such  as  the 
taxes,  which  will  hold  the  cost  of  living  above  pre-war  levels.  We 
must  gain  our  other  reductions  In  the  spread  by  Increased  national 
edict- : 

The  Method  of  Readjusting  Rate*. 

The  Involved  complex  of  transportation  rates  was  obviously 
originally  based  on  some  relationship  to  the  value  of  commodities, 
mitigated  by  competition.  In  other  words,  the  old  slogan  of  "what 

•raffle  will  bear"  had  some  economic  background.  But  this  en- 
tire conception  of  rate  making  was  destroyed  by  horizontal  raises. 
We  hare  rates  clearly  beyond  what  the  traffic  can  bear. 

The  Increases  In  railway  rates  during  the  past  five  years  have 
fallen  with  extraordinary  Inequality  on  different  commodities  and 
••nt  groups  of  people  In  the  community.  The  country  grew  up. 
Its  Industries  were  distributed  under  ratios  of  costs  between  different 
commodities,  ratios  between  raw  materials  and  finished  goods,  ratios 
between  the  farm  and  city.  These  have  all  been  distorted  by  the 
horizontal  rises.  The  Increases  In  rates  since  1*14.  for  instance,  have 
added  probably  less  than  1  per  cent  to  the  price  of  cotton  goods  on 
the  average  haul  but  It  has  added  probably  M  per  rent  to  the  price 
of  coal.  The  Increased  rate*  since  1*14  have  added  nearly  loo  per 
cent  to  the  cost  of  asembllng  the  materials  for  pig  Iron. 

All  this  Is  artificially  forcing  our  Industry  to  move  toward  their 
raw  materials.  This  does  not  alone  represent  the  starting  of  a  new 
factory:  It  Is  a  movement  of  the  whole  mechanism  of  the  community, 
labor,  homes,  schools,  railways  and  what  not — an  enormous  duplica- 
tion of  plant  and  loss  of  capital.  We  will  ultimately  have  thr  rales 
readjusted  and  then  we  will  destroy  the  new  Industries  created 

Of  equal  Importance  there  Is  a  new  economic  light  on  this  dis- 
tortion of  rates  evident  under  the  stress)  of  the  last  few  rears.  That 
Is.  the  better  realization  that  some  Increase  of  rates  come  mostly 
off  the  producer,  while  others  are  paid  by  the  consumer.  Increases 
In  spread  between  producer  and  consumer  do  not  fall  equally  upon 
each  of  them.  In  primary  commodities  where  the  price  Is  fixed  b> 
International  competition,  the.  Increase  or  decrease  In  rates  Is  a  de- 
duction from  the  producer.  Take  wheat,  for  Instance,  the  point  of 
competition  with  foreign  produce  lies  at  Liverpool.  The  net  to  the 
producer  Is  Liverpool  less  transportation  and  other  handling  charges. 
Therefore.  Increases  of  rates  are  a  deduction  from  the  farm- 
The  same  thing  applies  to  th«  producer  In  certain  cases  of  domestlr 
competition.  Also  where  there  Is  rapid  turnover,  as  In  manu'n,  • 
and  consequent  ability  to  reduce  supply,  the  consumer  pays  the 
freight,  as  processes  of  productivity  will  not  continue  below  profit 
point.  In  most  manufactured  commodities  the  consumer  pays  the 


With  the  gradual  return  of  the  traffic  to  normal,  with  decreased 
operating  costs,  relief  in  rates  will  be  available,  and  it  would  be  an 
economic  crime  to  apply  such  relief  by  horizontal  reductions  to  all 
rates,  thus  giving  relief  to  higher  priced  goods  and  travel,  when  the 
vital  mainspring  of  our  economic  life,  our  agriculture  and  fuel  and 
metals,  are  choked. 

The  Present   Rate  Situation 

Determination  of  anything  in  the  nature  of  permanent  rate  basis 
Is  in  my  own  view  Impossible  at  the  present  time  because: 

The  last  five  years  of  changing  administration.  IrEegular  traffic 
and  wildly  fluctuating  wages  and  prices  of  materials  give  us  but  little 
reliable  historical  criteria  upon  whict  to  base  the  future.  We  are  In 
the  midst  of  violent  economic  readjustments,  of  a  profound  industrial 
depression.  No  one  can  determine  to  what  plane  the  reduction  in 
opeatlng  costs  will  settle.  No  one  can  estimate  the  volume  of  traffics 
that  are  probable  for  any  particular  period  ahead.  It  appears  to  me. 
therefore,  that  the  Commission  will  need  to  temporizo  with  the  situa- 
tion for  some  time,  and  that  Its  conclusions  may  well  fall  into  three 
periods: 

1st — The  Immediate  present. 

2nd— During  the  early  period  of  decreasing  costs  and  increasing 
efficiency  and  slowly  recovering  traffics. 

3rd — Normal  operations. 

The  Immediate  Present:  If  we  survey  the  results  of  the  past 
year  In  the  application  of  present  costs  and  rates,  we  find  many  rail- 
ways falling  to  earn  Interest  upon  their  borrowed  capital.  We  find 
some  others  more  fortunately  situated  who  have  earned  dividends  on 
their  share  capital.  One  or  two  exceptions  of  low  bonded  Indebtedness 
have  done  extraordinarily  well  on  their  share  capital.  If  we  survv 
the  situation  by  districts,  in  order  that  single  Instances  do  not  mis- 
lead us.  we  will  find  that  the  whole  of  the  class  1,  southern  roads, 
barely  covered  bond  Interest,  while  the  most  fortunate  group,  th.- 
western  roads,  show  an  earning  of  only  4  per  cent  In  1921  upon  their 
tentative  valuation.  Moreover.  It  Is  obvious  that  maintenance  has 
been  held  to  a  low  level  and  new  equipment  and  extensions  prac- 
tlcally'nll. 

The  present  earning*  In  their  nerllous  closeness  to  bond  obllim- 
tlons.  seem  to  me  to  dispose  of  the  question  of  Immediate  Important  rate 
relief.  If  we  do  not  wish  widespread  receivership  and  shocks  to  our 
whole  commercial  fabric. 

I  l-elleve  there  are  cases  where  earnings  could  be  Increased  by 
lower  rates.  I  know  that  It  Is  contended  that  such  opportunities  do 
net  exist,  but  no  one  can  review  the  testimony  given  here  during  the 
past  few  weeks  without  concluding  that  the  rates  In  special  In- 
stances are  stifling  business.  These  directions  are  perhaps  not  Im- 
portant In  the  whole  problem  of  rates,  but  I  am  convinced  that  lower 
rates  would  recover  lost  traffic,  such  as  export  coal,  substitutions  In 
building  materials,  gains  In  water  competition,  etc. 

The  Second  Period,  during  1121:  We  must  assume  that  those  rail- 
way wages  and  supplies  which  are  out  of  line  will  at  least  In  part 
follow  down  to  the  levels  of  decreased  cost  of  living:  we  must  assume 
that  the  efficiency  that  Is  slowly  emerging  after  the  government  man- 
agement will  still  further  Increase:  we  must  assume  that  the  volume 
of  traffics  will  Increase  toward  normal. 

I  have  the  feeling  that  the  railways,  being  our  greatest  business, 
will  agree  that  all  these  savings  should  be  Instantly  devoted  to  rHIff 
In  the  rates  on  primary'  commodities  In  order  that  we  should  exp.-.ln. 
the  recovery  that  can  only  come  through  decreased  spread  between 
producer's  snd  consumer's  goods. 

I  recognize  that  the  uncertainty  nritt  slow  reduction  of  rates  In 
this  fashion  will  Itself  delay  business  recovery  because  of  the  uncer- 
tainty of  business  as  to  Its  future  costs.  If  our  railway."  were  In  posi- 
tion to  stand  the  temporary  shock  It  would  be  Infinitely  better  to  drop 
the  rates  on  primary  commodities  tomorrow — our  business  recovery 
wouM  come  faster.  Hut  we  cannot  ask  the  Impossible. 

Third:  If  we  look  further  to  normal  times,  we  could  make  a  rough 
calculation  that  present  wages  and  costs  at  say  SO  per  cent  above  pre- 
war would  show  that  the  railways  can  earn  somewhere  around  a  bil- 
lion five  hundred  million  dollars.  In  excess  of  the  6  per  cent  minimum 
upon  tentative  valuation.  As  I  have  stated,  relief  In  first  more  criti- 
cally needed  In  the  rates  on  primary  commodities. 

Home  estimates  given  to  me  Indicate  that  approximately  J5  or  40 
per  cent  of  revenues  are  luvolv. .!  In  the  groups  more  urgently  i  • 
Ing  rt  in  f  I  think  it  will  also  bear  calculation  that  In  the  lncom» 
assumed  above  that  prlmarv  commodities  can  eventually  be  reduced 
to  pre-war  rates,  and  still  place  earnings  upon  a  basis  that  will  In- 
spire such  cnnfMencn  In  Investors  as  will  secure  the  free  flow  of  Invest- 
ment capital  Into  construction  It  Is  not  to  lie  expected  that  capital 
for  these  purposes  will  he  available  at  the  rate  that  does  not  exceed 
the  tax-free  securities  at  least  Z  per  cent  to  1  per  cent. 

Efficiency  of  Rsllways 


A   great  deal  has  been  said   about    the   Inefficiency  of  our  railway 
system.      I    do    not    sympathize    with    these    statements.      Comparison 

freight,  for  production  quickly  shrinks  when  prices  at  the  factor)'  wl(n  forelrn  railways  of  the  fundaments!  criteria  of  per  ton  mile  costs. 
become  unprofitable  and  the  price  to  the  tmyer  Is  the  factory  price  train  loading  and  MI  forth  In  the  light  of  our  cost  of  llvlnsr.  will 
plus  the  freight.  For  Instance.  In  hides,  the  farmer  gets  the  Inter-  Otjapnstrate  that  our  railways  are  of  his/her  standards,  better  In 
national  prlr.-  less  freight.  On  boots  he  pays  the  manufacturer's  cost  —HWriods  than  others  and  are  growing  In  efficiency. 


profit  and  freight. 

It  appears  to  me  that  with  the  paralysis  Induced  by  the  Increased 
spread,  we  have  to  take  a  broader  vision  of  what  part  of  the  com- 
munity Is  suffering  most  and  direct  such  concessions  through  the 
railway  rates  as  can  be  given  to  that  group — If  we  would  better  equal- 
ise the  whole  economic  load. 

During  the  past  eight  months,  the  railways  have  made  many 
thousand  readjustments  of  local  rates  In  endeavoring  to  heal  local 
distortions,  rnit  I  am  convinced  that  the  whole  railway  rate  struc- 
ture needs  a  most  systematic  overhaul  In  the  light  of  these  new 
economic  forces  that  have  been  brought  Into  play.  We  obviously 
most  maintain  the  average  rat*  that  will  support  our  transporta- 
tion systems  adequately  and  such  an  overhauling  of  rates  might  quite 
well  mean  the  advancement  of  rates  In  certain  commodities  In  or<l>-r 
that  compensation  can  be  given  to  others  where  there  Is  undue 
duress. 

If  I  were  to  discuss  the  rates  charged  today  I  should  say  at  nnre 
that  a  decrease  In  passenger  rates  Is  not  nearly  so  vital  to  the  com- 
munity as  freight  rates,  for  passenger  rates  do  not  enter  Into  the 
"spread"  In  proportion  'n  the  relative  volume  of  earnings.  If  I 
examining  the  freight  rates  I  should  at  "n. .  say  that  coal, 
metals,  wood,  and  agricultural  and  other  producers'  goods  should 
be  reduced  to  the  bottom  before  K  •  *.  I,  and  class  rates  nre  tourh>-<l 

I  would  be  willing  to  go  even  farther  and  say  that  I  am  <  on 
that  even  If  the  Commission  rannnt  at  the  present  moment  Justifiably 
reduce  railway  Incomes  a  single  dollar.   It   Is  warranted   In   Investigat- 
ing the  possibility  of  some  relief  to  the   more  distressed   commodities 
by  a  revision  of  some  rates  upwnrd.     There   Is  perhaps  no  great   II-  I.I 
for  changes  In   this  direction   but   It   Is   worth   Inquiry.      As   menli 
above  an  economic  analysis  of  our  Industry   will  show   that   I..  C.   I* 
and  class  rates   are   far   too  low   compared    to   the   rates  on    primary 
commodities. 


The  consolidation  of  our  railways  Into  larger  systems  has  been 
"ontemplated  In  our  legislatures  for  some  years  past  as  a  gain  In 
efficiency.  Its  value  ran  be  overestimated — It  Is  not  a  panacea  for  all 
trouble.  It  does  give  hop*  however,  of  economies  In  further  efficiency 
from  more  complete  utilization  of  rolling  stocks  and  terminals,  some 
small  degree  of  saving  In  overhead,  saving  In  current  Inventories,  but 
Its  probable  great  saving  would  be  decrensed  cost  of  proper  finance. 
Increased  financial  stability  and  fuller  Independence  from  the  supplv 
companies. 

It  Is  probably  unnecessary  to  refer  to  the  question  of  governmenl 
ownership.  No  one  with  a  week's  observation  of  government  ral|wav« 
abroad,  or  with  government  oneratlon  of  Industrv  In  the  United 
States,  will  contend  that  our  railways  could  ever  be  operated  as  In- 
telligently or  as  efficiently  by  the  government  as  through  the  Initiative 
of  private  Individuals.  Moreover,  the  welfare  of  Its  multitude  of  work- 
ers will  be  far  worse  under  government  oneratlon. 

We  are  struggling  with  the  great  problem  of  maintaining  nubile 
control  of  monopoly,  at  the  same  time  maintaining  the  Initiative  of 
private  enterprise.  I  believe  that  we  are  steadily  progressing  to 
notation. 

Great  social  and  economic  problems  find  their  solution  slowlv  and 
hv  a  process  of  trial  nnd  error  W"  have  tried  unregulated  monooolv. 
nnd  hove  tried  government  oneratlon.  and  found  the  error  In  them. 
We  Mill  h*»ve  much  to  solve  If  we  are  ^o  maintain  our  transportation. 
Nfnrh  of  this  solution  depend*  upon  th"  successful  Initiative  of  th» 
railways  themselves  wd  much  of  the  shaping  of  these  matters  lies, 
fortunately,  In  your  able  hands. 

A  brief  crow  examination  of  Secretary  Hoover  was  con- 
ducted by  Clifford  Thome,  February  3.  No  other  attorney  had 
any  desire  to  auk  questions.  Mr.  Walker,  the  special  counsel 
for  the  Oklahoma  commission,  highly  complimented  the  secre- 
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tary,  saying  he  believed  what  Hoover  had  said  was  the  best  re- 
view of  the  railroad  situation  yet  made.  He  hoped  the  Depart- 
ment of  Commerce  would  circulate  it,  or  at  least  send  copies 
of  it  to  the  Oklahoma  Corporation  Commission. 

Answering  questions  by  Mr.  Thorne,  Mr.  Hoover  expressed 
the  opinion  that  the  bond  part  of  the  capitalization  of  the  rail- 
roads was  too  high  for  elasticity.  An  ideal  capitalization,  he  sug- 
gested, would  be  one-third  bonds  and  two-thirds  stock,  instead 
of  fifty  fifty  as  present,  if  the  bulk  was  not  in  bonds.  In  his 
direct  statement  he  had  said  ihe  railroads  recently  had  been 
living  too  much  on  bonds.  Thorne  interrogatively  suggested 
that  there  had  been  no  change  in  the  ratio  of  bonds  to  stock  in 
the  last  fifteen  years,  and  said  he  had  based  his  questions  solely 
on  the  secretary's  declaration  that  the  railroads  in  recent  years 
had  been  living  too  much  on  bonds. 

"How  was  the  stock  outstanding  originally  issued?"  asked 
.Mr.  Thorne. 

"Oh,  that  is  a  story  I  have  been  listening  to  all  my  life," 
said  the  secretary,  with  a  smile  of  weariness.  "It  has  seemed 
to  me  that  it  would  be  better  to  think  of  the  future  than  the 
past,"  he  added. 

Mr.  Thorne  then  went  to  one  of  his  favorite  topics — the 
relative  cost  of  money  to  railroads  and  to  industrials,  as  to 
which  he  had  always  claimed  the  railroads  were  more  favored 
than  the  industrials,  being  able  to  procure  money  at  a  lower 
rate  than  the  industrials. 

"I  should  hope  that  that  was  true,"  said  Mr.  Hoover.  "As 
I  said  in  my  statement  I  would  contrast  railroad  bonds  with  tax 
free  securities,  rather  than  with  industrials.  I  should  hate  to 
think  the  country  had  no  more  confidence  in  the  railroads  than 
in  the  industrial  enterprises." 

The  Pullman  Surcharge 

The  surcharge  now.  levied  on  passengers  in  sleeping  and 
parlor  cars,  in  the  interest  of  both  railroads  and  the  Pullman 
Company,  in  the  opinion  of  L.  S.  Taylor,  vice-president  of  the 
sleeping  car  company,  should  be  taken  off.  He  estimated  the 
surcharge  caused  a  diminution  of  600,000  passengers  a  month 
and  a  consequential  loss  of  $1,000,000  per  month  to  nis  company. 
That  that  loss  could  be  ill  afforded,  he  suggested,  was  shown 
by  the  fact  that  whereas  the  roll  of  the  operating  department 
of  the  Pullman  Company  in  the  year  ended  with  December  31, 
1917,  was  $16,977,543,  it  was  $32,986,260  in  1920,  and  $30,676,821 
in  1921,  the  wage  award  of  last  July  having  done  little  for  the 
Pullman  Company,  he  said. 

"The  decrease  in  passenger  traffic  in  Pullman  cars  since  the 
application  of  the  surcharge  in  1920  has  resulted  in  a  reduction 
of  revenue  to  the  Pullman  Company  of  about  $1,000,000  a  month," 
said  Mr.  Taylor.  "The  average  reduction  in  number  of  revenue 
passengers  has  been  over  600,000  passengers  a  month.  The  av- 
erage distance  traveled  by  passengers  in  Pullman  cars  is  over 
360  miles,  year  by  year,  or  nearly  ten  times  the  average  distance 
traveled  by  all  passengers  on  all  railroads  according  to  well 
known  statistics.  It  is  obvious  that  a  decrease  of  this  extent 
must  have  had  a  material  effect  on  rail  transportation,  partially 
offset,  of  course,  by  the  amount  of  revenue  derived  from  the 
surcharge  accruing  to  the  railroads. 

"The  actual  figures  shown  in  this  statement  with  accompany- 
ing exhibits,  and  the  abrupt  falling  off  in  revenue  immediately 
following  its  application,  make  it  plain  that  the  surcharge  is  the 
cause  of  a  very  material  decrease  in  passenger  traffic  in  Pull- 
man cars,  and  in  fact  that  the  surcharge  is  the  principal  reason 
for  the  resulting  decrease  in  this  company's  revenue,  estimated 
to  amount  to  $12,000,000  a  year,  which  it  has  been  unable  to 
offset  by  a  reduction  in  expenses." 

E.  A.  McElroy,  for  the  National  Retail  Dry  Goods  Associa- 
tion, composed  of  2,200  retail  dry  goods  stores,  favored  the 
National  Industrial  Traffic  League  plan  for  percentage,  hori- 
zontal reductions,  as  witnesses  generally  referred  to  it.  The 
association  took  a  referendum  on  the  subject,  he  said,  the 
answer  to  which  showed  the  bulk  of  the  sentiment  to  have  been 
in  favor  of  that  method,  the  theory  being  a  reduction  of  that 
kind  would  stimulate  business. 

Answering  questions,  the  witness  said  retail  prices  of  dry 
goods  had  come  down  with  wholesale  prices  and  in  many  in- 
stances much  more.  He  was  asked  to  tell  of  something  to 
illustrate  his  claim. 

"Ladies'  silk  hose  which  a  year  ago  were  $2.50  can  now  be 
bought  for  $1,"  said  the  witness.  No  one  seemed  to  be  inter- 
ested in  asking  him  for  any  more  illustrations. 

Attack  by  Clifford  Thorne 

Attack  on  the  figures  of  the  railroads  showing  their  ex- 
penses, revenue,  net  and  property  value  was  made  by  Clifford 
Thorne,  as  in  other  general  rate  inquiries.  His  witness  was 
Fred  Pettijohn,  who  said  he  had  been  chief  cost  accountant  for 
the  Railroad  Administration  and  was  now  a  member  of  the  ac- 
counting firm  of  Roberts-Pettijohn-Wood  Corporation.  His  cost 
studies,  showing  the  property  value  of  the  railroads  to  be  about 
16,000,000,000  instead  of  the  $20,000,000,000  claimed  by  the  rail- 
roads in  their  opening  of  the  case,  was  sharply  attacked  by  Com- 
missioner Aitchison,  who  has  probably  given  valuation  more 


study  than  any  of  his  colleagues.  He  brought  into  sharp  em- 
phasis that  by  the  method  used  by  the  witness,  cash  on  hand 
was  being  depreciated  by  twenty-seven  per  cent;  also  that  equal 
depreciation  was  being  applied  to  all  the  additions  to  capital 
account  that  had  been  scrutinized  and  allowed  by  the  Commis- 
sion since  the  completion  of  the  tentative  final  values  announced 
by  the  Commission. 

"Do  you  think  that  good  accountancy?"  asked  Aitchison. 
The  witness  said  the  figures  used  by  him  were  the  best  available. 
In  part  Pettijohn  said: 

I  have  made  an  analysis  of  the  revenues,  expenses  and  net  reve- 
nues of  American  railroads  as  a  whole  and  by  district  from  1890 
down  to  1920,  inclusive.  This  shows  a  constantly  increasing  net  down 
to  the  beginning  of  the  period  of  federal  control.  In  1920  there  was 
a  substantial  falling  off.  the  railway  operating  income  only  amounting 
to  $346,922,930,  deducting-  taxes,  leaving  approximately  $73,000.000. 
However,  during  that  year,  if  you  allow  for  compensation  and  guar- 
anty from  the  government  and  the  net  revenues,  the  total  net  going 
to  Class  I  roads  aggregated  $982,070,000.  We  have  shown  these  figures 
by  district,  per  mile  of  line  and  per  train  mile.  What  we  have  stated 
as  to  the  totals  for  the  country  is  representative  of  these  other 
factors. 

The  average  freight  revenue  received  from  each  ton  hauled  a 
mile  in  the  United  States  in  1921  ranged  from  12.10  mills  to  12.88  mills, 
with  an  average  of  12.76  for  the  first  ten  months.  This  is  the  great- 
est of  any  year  in  the  past  40  years  and  is  approximately  25  per 
cent  over  the  average  ton-mile  earning  in  1920. 

Much  has  been  said  to  the  effect  that  railroads  in  recent  years 
have  been  increasing  their  funded  debt  to  an  unreasonable  extent 
compared  to  their  stock.  The  latest  year  for  which  we  have  official 
figures  from  the  Commission  shows  the  ratio  of  funded  debt  to  stock 
outstanding  in  1919  was  approximately  the  same  as  in  1909,  and 
the  ratio  of  bonds  to  the  total  capitalization  was  only  5.7  per  cent 
greater  than  in  1890.  If  we  confine  the  comparison  to  securities  out- 
standing in  the  hands  of  the  public  we  find  the  ratio  of  funded  debt 
to  total  capitalization  in  1919  was  approximately  the  same  as  in 
1904  and  1905.  In  other  words,  during  that  15  years  there  has  been 
no  substantial  increase  in  the  funded  debt  compared  to  the  total 
capitalization. 

The  claim  has  been  made  that  the  carriers  have  been  unable 
to  increase  their  equipment  in  recent  years  as  in  former  years.  But 
the  comparison  has  been  confined  wholly  to  numbers  of  cars  and 
engines  and  has  ignored  their  size  and  capacity.  While  the  number 
of  locomotives  has  increased  but  18.6  per  cent  over  1908,  the  tractive 
power  of  the  locomotives  has  increased  61.9  per  cent.  Similar  claims 
have  been  made  as  to  cars.  While  the  number  of  cars  has  increased 
13.73  per  cent,  the  car  capacity  has  increased  37.2  per  cent.  Up  to 
the  present  time  the  carriers  have  never  used  65  per  cent  of  their 
loaded  freight  car  capacity. 

Much  has  been  stated  about  the  relative  efficiency  of  labor  on 
our  railroads  during  recent  years  compared  to  previous  years.  An 
analysis  of  the  ton-mile  and  passenger-mile  handled  per  man-hour 
m  1920  shows  in  the  transportation  department  an  increase  of  ap- 
proximately 12  per  cent.  The  hours  worked  by  freight-train  and 
engine-men  has  increased  approximately  5V£  per  cent. 

I  have  had  compiled  from  the  records  of  the  Commission  an 
analysis  of  the  tentative  valuations  of  all  the  properties  upon  which 
final  values  have  been  found  by  the  Commission  up  to  the  present 
time.  This  includes  182  carriers.  The  dates  of  these  appraisals  range 
from  1914  to  1918.  Using  the  property  investment  figures  for  the  same 
years  as  the  valuation  date,  we  find  that  the  ratio  between  final  value 
and  property  investment  for  all  roads  embraced  in  this  analysis  was 
73.33  per  cent.  Making  a  fair  allowance  for  increases  in  property 
during  the  past  seven  years,  it  is  probably  fair  to  state  that  if 
this  percentage  is  typical  for  roads  as  a  whole  in  the  United  States 
the  ratio  between  final  value  and  property  investment  would  approxi- 
mate 76  per  cent.  If  this  proves  to  be  typical,  the  present  valuation 
would  not  exceed  16  billion  dollars. 

Pettijohn  arrived  at  his  conclusion  as  to  the  value  of  the 
property  of  the  railroads,  which  they  themselves  had  estimated 
at  $20,645,079,000  in  1921,  by  taking  the  tentative  final  valua- 
tions announced  by  the  Commission,  on  182  railroads,  and  then 
finding  what  percentage  relation  those  final  tentative  valuations 
bore  to  the  book  investment  stated  by  the  railroads.  He  found 
that,  for  the  country  as  a  whole,  the  tentative  final  valuations 
were  equal  to  73.33  per  cent  of  the  value  claimed  by  the  rail- 
roads. Depreciating  the  claim  of  the  railroads  as  to  the 
value  of  their  property,  he  arrived  at  the  conclusion  that,  on 
the  showing  thus  far  made,  the  value  of  the  railroad  property 
would  be  only  $15,140,091,080. 

Commissioner  Aitchison  asked  questions  as  to  what  the 
witness  had  done  about  additions  to  capital  investment  since 
valuation  dates,  which  ranged  from  1914  to  1918.  The  witness 
admitted  he  had  lumped  the  tentative  final  valuations  as  if  they 
were  of  one  date  in  ascertaining  the  ratio  or  percentage  rela- 
tionship, and  had  applied  that  percentage  to  the  additions  to 
capital  account,  on  the  implied  assumption  that  the  Commission, 
which  had  kept  close  account  of  all  additions  to  capital  account 
since  the  valuation  date,  had  allowed  inflations  to  come  in  in 
the  same  relative  volume  as  before  the  tentative  final  valuations 
had  been  announced.  Mr.  Aitchison  suggested  that  such  a  method 
would  result  in  depreciation  of  cash  on  hand,  as  working  capital, 
as  well  as  the  depreciation  of  capital  expenditures  allowed  by 
the  Commission  as  being  worth  the  sums  expended.  The  wit- 
ness admitted  that  that  would  be  the  effect  of  his  figuring, 
contending  that  whatever  inflations  had  been  shown  in  the  ten- 
tative final  values  persisted  after  they  had  been  made.  It  was 
when  he  admitted  that  defect  that  Aitchison  asked  if  he  con- 
sidered that  good  accounting. 

On  cross-examination  by  Fred  H.  Wood,  it  was  developed 
that  the  railroads  covered  by  the  tentative  final  valuations  had 
only  ten  per  cent  of  the  mileage  of  the  country.  The  witness 
said  that  the  percentage  relation  shown  by  his  figures  for  rail- 
roads in  the  eastern  district  was  72.29. 
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Commissioner  Aitchison.  to  make  clear  the  meaning  of  the 
tentative  final  valuations  put  out  by  the  Commission,  said  they 
were  the  final  valuations  which  the  Commission.  In  the  light  of 
data  assembled  by  it.  would  give  to  the  properties  in  question. 
it  no  protest  were  made.  In  the  event  of  no  protest  the  tenta- 
tive final  became  the  Commission's  last  word  on  the  subject. 
Some  tentative  final  valuations  had  become  final,  he  said,  because 
no  protests  had  been  filed. 

Answering  a  question  by  Wood.  Pettijohn  said  he  had  in- 
cluded the  New  York,  Ontario  &  Western  in  his  figure  study 
the  night  before  he  went  on  the  stand  because  it  had  become 
available  within  the  week. 

"Before  you  'included  that  road  what  was  the  percentage 
for  the  roads  in  the  eastern  district?"  asked  Wood.  The  wit- 
ness said  it  would  have  been  80  per  cent. 

"Yet  by  Including  that  one  railroad,  with  property  valued 
by  the  Commission  at  $44,000,000  instead  of  the  book  value  of 
$92.000,000  claimed  by  that  road,  your  percentage  went  down 
to  72,"  said  Wood.  "Do  you  consider  that,  in  view  of  the  great 
difference  made  by  the  inclusion  or  exclusion  of  that  one  small 
road,  your  figures  constitute  a  reliable  guide?" 

"Yes,  with  the  corrections  made  where  Mr.  Aitchison 
showed  us  we  were  wrong,"  said  the  witness,  who  added  thai 
he  had  used  the  latest  available  figures. 

By  a  similar  process  Wood  showed  that  by  the  inclusion 
of  the  tentative  final  valuation  of  the  Rock  Island,  the  per- 
centage for  the  railroads  in  the  western  district  had  been  raised 
from  54.7  to  71. 

"If  your  figure*  had  been  made  a  week  ago.  they  would 
not  have  been  influenced  by  the  figures  for  the  roads  mentioned, 
would  they?"  asked  Wood.  "Do  you  think  your  figures  a  week 
ago  were  equally  reliable?" 

"It  was  the  best  that  could  be  done."  said  the  witness.  "We 
took  all  the  road*  available."  Wood' said  he  was  not  question- 
ing that  at  all,  but  was  merely  trying  to  get  the  opinion  of 
the  witness  as  to  the  reliability  of  conclusions  drawn  from  fig- 
ures covering  so  small  a  percentage  of  the  total  mileage.  The 
witness  reiterated  that  he  had  used  all  the  roads  available, 
adding  that  time  would  show  whether  they  would  constitute  a 
reliable  guide. 

"Only  time  will  tell."  exclaimed  Wood.  "I  think  we  are 
•Creed  on  that."  Mr.  Wood,  however,  persisted  In  asking  the 
witness  whether  he  considered  bis  figure  a  study  of  any  great 
help  In  estimating  the  value  of  the  railroad  property.  In 
answer  to  questions  Pettijohn  said  he  had  not  read  the  Com- 
mission's explanation.  In  its  report  on  Ex  Part*  74,  nor  Com- 
missioner Hall's  explanation  of  the  method  made  to  the  Senate 
committee  on  Interstate  commerce,  nor  the  explanation  made 
by  E.  E.  Clark,  the  former  chairman,  as  to  how  the  Commission 
had  arrived  at  Its  valuation  of  the  railroads  at  $18.900,000.000. 

Clyde  Reed  Again 

Appearing  a  second  time  for  state  commissions  and 
shippers,  Clyde  M.  Reed,  chairman  of  the  Kansas  commission, 
endeavored  to  show  that  the  railroads  were  not  in  nearly  as  des- 
perate a  plight  as  the  farmers,  that  they  were  able  to  obtain 
money  at  lower  rates  than  Industry,  and  that  they  did  not  need 
as  much  new  capital  as  they  had  estimated,  and  that  American 
railroad  rate*  were  not  lower  than  British.  To  show  that  he 
compared  the  average  British  haul  of  M  miles  with  hauls  of 
60  miles  In  the  United  States,  asserting  that  It  was  useless  to 
compare  the  rates  for  average  hauls  In  the  two  countries.  He 
preferred  to  compare  the  rate  for  the  average  British  haul  with 
a  haul  of  equal  length  In  the  I'nlted  States.  The  average  haul 
In  the  United  States  Is  about  325  miles. 

In  opening  his  statement.  Mr.  Reed  called  attention  to  what 
he  said  was  the  favorable  financial  condition  of  the  railroads  a*  . 
compared  with  the  commercial.  Industrial  and  agricultural  in- 
terests of  the  country.  He  called  attention  to  the  fact  that  farm 
prices  had  been  deflated  to  an  amount  aggregating  seven  billion 
dollars,  and  that  farm  operations  were  now  and  had  been  con- 
ducted at  a  loss.  He  pointed  out  that  the  business  failures  In 
1921  aggregated  19.982.  a  larger  number  than  had  occurred  In 
any  year  In  the  history  of  the  country.  The  total  liabilities  In- 
volved In  the  failures  of  1921  amounted  to  $750.200.000.  This 
sum  doubled  the  liabilities  of  any  previous  year,  with  one  excep- 
tion. In  the  face  of  the  most  disastrous  year  In  American  busi- 
ness. Reed  pointed  out.  the  railroad  mileage  In  the  hands  of 
receivers  at  the  close  of  1921  was  the  smallest  of  any  year  slnr  •• 
1912.  and  less  than  half  of  the  receivership  mileage  in  1915.  1916 
and  1917. 

Some  of  the  strong  railroads  made  their  full  return  In  1921. 
he  said.  The  railroads  as  a  whole  made  some  return  In  that 
year,  as  contrasted  with  the  general  losses  sustained  by  farmers 
and  bun  I  noon  men.  and  enormous  losses  shown  In  the  operations 
of  such  Industrial  concerns  as  Armour  A  Company.  Swift  A 
Company.  Sears  Roebuck  A  Company.  Cuba  Cane  Sugar  Corpora- 
tion. Consolidated  Gas  Company  of  New  York.  Fink  Rubber  Com- 
pany. Firestone  Tire  and  Rubber  Company,  and  others. 

It  had  b^n  extensively  claimed,  he  said,  that  railroad  credit 
had  become  Impaired.  Quoting  such  financial  authorities  as 
Bradstreet,  the  Commercial  and  Financial  Chronicle  of  New 


York,  and  the  Harvard  Review  of  Economics  Statistics,  Mr. 
Reed  said  the  railroads  were  able  to  borrow  money  and  float 
refunding  and  new  securities  at  a  lesser  rate  of  interest  than 
public  utilities  or  industrial  concerns.  The  1921  capital  flotations 
of  long-time  securities  for  railroads  carried  5.30  per  cent,  as 
against  6.68  per  cent  for  public  utilities,  and  7.10  per  cent  for 
industrials. 

"As  a  matter  of  fact,"  Reed  said,  "the  decline  in  the  value 
of  railroad  securities  as  related  to  the  net  rate  of  return  was 
not  materially  greater  than  government  bonds,  with  particular 
reference  to  the  Third  and  Fourth  Liberty  Loan  Issues.  At  the 
close  of  1921  railroad  securities  were  in  as  good  a  relative  posi- 
tion as  the  government  securities  named." 

Much  has  been  said,  he  remarked,  about  the  need  of  new 
capital  by  the  railroads.  He  pointed  out  that  in  1921  the  rail- 
roads, for  new  capital  purposes  and  to  meet  maturing  obliga- 
tions, issued  $655.288,500  In  securities,  which  were  absorbed  by 
the  market.  This  was  more  than  one-fourth  of  all  the  capital 
flotations  in  1921.  and  these  securities  were  floated  at  a  lower 
rate  of  interest  than  securities  of  industrial,  public  utilities  and 
other  concerns,  he  said.  Reed  claimed  that  railroad  credit  had 
not  been  Impaired. 

Pointing  out  that  the  tractive  power  of  locomotives  now  on 
American  railroads  had  Increased  60  per  cent  since  1910,  and 
that  the  carrying  capacity  of  freight  cars  had  increased  20  per 
cent.  Reed  claimed  that  the  railroads  were  not  candid  with  the 
country  In  constantly  conveying  the  impression  that  railroad 
facilities  were  Inadequate.  "Car  shortages  have  occurred  and 
will  occur  again,"  he  said,  "but  the  fact  is  the  peak  loads  of  the 
traffic  In  1918  and  1920  were  higher  than  the  normal  tonnage  is 
likely  to  be  up  to  1929.  Therefore,  altogether  too  much  emphasis 
Is  being  laid  by  the  railroads  upon  their  new  capital  needs. 
Their  refunding  needs  for  the  years  1922.  1923  and  1924  aggre- 
gate only  $207.000.000,  as  against  $302,000.000  In  1921  alone. 
There  has  been  much  misunderstanding  In  the  country  on  the 
railroad  financial  standing,  much  of  which  has  been  fostered  by 
the  railroads  for  the  purpose  of  creating  a  public  sentiment  that 
will  sustain  the  high  rates  now  being  charged  for  the  transporta- 
tion of  passengers  and  property." 

One  point  upon  which  Reed  laid  emphasis  was  the  compari- 
son of  American  and  English  railroad  rates.  In  his  testimony 
before  the  Commission  In  this  hearing  President  Willard,  of 
the  Baltimore  A  Ohio,  he  said,  referred  to  the  lower  rates 
charged  for  the  transportation  of  freight  in  the  United  States  as 
compared  with  England.  Reed  pointed  out  the  fallacy  of  such 
comparison. 

"There  Is  no  proper  basis  of  comparison  and  the  impression 
that  American  rates  are  lower  is  wrong  for  two  reasons:  First, 
I  he  average  haul  per  ton  In  England  Is  less  than  60  miles:  in 
the  United  State*  It  is  325  miles.  Therefore,  the  average  rate 
charged  per  ton  mile  on  distances  so  widely  apart  has  no  sig- 
nificance. 

"Secondly.  It  Is  not  true  that  American  freight  rates  for  the 
same  length  of  haul  are  lower  than  English  rates.  On  the  con- 
trary, they  are  substantially  the  same,  the  American  rates  being 
a  trifle  higher.  For  the  purpose  of  a  comparison,  we  have  exam- 
ined respective  freight  rates  on  60-mile  hauls  In  the  United 
States,  using  low-grade  commodities  so  as  to  be  entirely  fair 
with  the  American  railroads.  We  find  that,  as  compared  with 
an  average  revrnue  per  ton  on  English  railroads  of  substantially 
5  cents,  under  the  present  basis  of  rates  the  American  revenue 
per  ton  mfle  on  hauls  of  the  length  named  Is  about  5.24  rent*." 

Questioned  by  Commissioner  Aitchison,  Mr.  Reed  said  he  did 
not  know  of  any  public  service  commission  that  had  established 
lens  than  6  per  cent  as  a  fair  return  for  a  public  utility  cor- 
poration. On  cross  examination  by  Mr.  Wood,  he  said  he  did  not 
Utak  railroads  should  be  asked  to  be  content  with  less  than 
they  made  before  the  war. 

"The  Wall  street  gamblers  who  robbed  the  American  people 
of  hundreds  of  millions.  If  not  billions,  of  dollars  under  federal 
control  of  railroads  and  the  Esrh-Cummlns  law,  ought  to  be  com- 
pelled to  make  restitution,  and  this  would  permit  a  large  reduc- 
tion In  freight  rates."  said  Benjamin  C.  Marsh,  managing  direc- 
tor of  the  Farmers'  National  Council.  Marsh  was  the  last  wit- 
ness of  the  day.  An  hour  had  been  allotted  to  him.  Commis- 
sioner Hall  thanked  him  for  reducing  his  remarks  to  about  forty 
minutes.  In  a  statement  prepared  for  the  newspapers.  Marsh 
Bald  he  had  said  the  Each-Cummins'  law  was  written  by  the  Wall 
Street  gamblers,  but  as  a  matter  of  fact  he  did  not  say  that. 
In  one  of  his  rhetorical  flights  he  denounced  the  Esch-Cummins' 
law  as  the  greatest  calamity  that  had  ever  befallen  the  country. 
Commissioner  Hall  stopped  him  to  ask  If  he  knew  that  of  his 
own  knowledge  and  also  to  observe  that  the  Commission  was 
not  a  legislative  body. 

Marsh  attributed  the  low  farm  prices  In  a  large  measure 
to  reductions  In  wages.  Reductions  In  wages,  he  contended, 
caused  the  huge  deflation  of  five  millions  In  farm  prices.  He 
admitted  a  few  railroad  men  might  be  receiving  too  high  wages, 
even  as  there  might  be  multi-millionaire  farmers,  but  as  to  that 
he  observed  that  one  swallow  did  not  make  a  summer. 

Unified  government  operation  experience,  he  said,  had  shown 
"us"  was  the  most  efficient  and  cheaper  than  private  specula- 
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live  competitive  operation,  "so  we  must  come  promptly  to  that 
system  of  operation,  for  railroad  rates  must  be  reduced  immediJ 
ately  to  those  in  force  when  the  roads  were  returned  by  the 
Each-Cummins'  law." 

Answering  a  question  as  to  whether  he  represented  the 
American  Farm  Federation  Bureau,  one  of  Clifford  Thome's 
clients,  Marsh  jubilantly  said  he  did  not  and  that  he  was  "glad 
of  it." 

The  hearing  was  adjourned  from  Saturday,  February  4,  to 
February  8,  so  as  to  enable  the  commissioners  who  had  been 
listening  to  witnesses  for  substantially  two  months  to  participate 
in  conferences  on  formal  cases  awaiting  decision. 

Vegetable  Oil  and  Chemicals 

High  freight  rates,  representatives  of  the  vegetable  oil  and 
chemical  industries  told  the  Commission  February  8,  when  it 
resumed  its  general  rate  inquiry,  tended  to  localize  business  and 
to  deprive  the  carriers  of  revenue  they  once  obtained,  through 
the  forced  distribution,  at  the  point  of  manufacture,  of  much  of 
the  low-grade  by-product  tonnage.  That,  in  particular,  was  the 
general  character  of  the  testimony  of  S.  J.  Cassels,  district  man- 
ager for  the  Southern  Cotton  Oil  Company,  stationed  at  Mont- 
gomery, Ala. 

Wage  deflation,  measured  by  the  production  of  the  cotton 
seed  crushing  mills,  had  brought  the  wages  back  to  between 
40  and  50  per  cent  above  pre-war,  he  said.  The  peak  in  wages, 
he  said,  lasted  until  the  crushing  season  of  1920,  when  it  was 
300  per  cent  of  the  1914  level.  The  wage  of  a  common  laborer 
in  1914  was  $1  per  day  of  twelve  hours.  During  the  war  it  was 
$3  and  it  is  now  $1.50,  he  said. 

"Could  you  obtain  <iabor  at  a  lower  price?"  asked  C.  E.  Cot- 
terill,  attorney  for  the  vegetable  oil  interests. 

"Yes,  we  could,"  said  the  witness.  "Conditions  of  unemploy- 
ment are  such  that  we  could  obtain  labor  at  a  cost  no  greater 
than  food  and  shelter.'  Skilled  labor  has  been  deflated  some- 
what, but  not  so  much  as  common  labor. 

"High  freight  rates  have  localized  the  buying  and  selling 
of  raw  materials  and  products.  We  have  changed  our  operations 
so  as  to  avoid  the  high  freight  rates  wherever  possible,  going 
to  the  point  of  concentrating  the  meal  so  that  it  weighed  15  per 
cent  less  last  season  than  in  prior  years.  That  meant  a  dif- 
ference of  300,000  tons,  which  the  railroads  formerly  hauled.  The 
weight  was  put.  into  the  hulls  which  are  sold  locally  or  sent  out 
on  short  hauls. 

"The  effect  has  been  to  decrease  the  ton-miles,  has  it  not?" 
asked  Cotterill,  and  the  witness  said  it  had  been.  Of  the  750 
mills  in  the  country,  he  said,  only  about  500  were  in  operation 
last  season,  some  of  them  for  only  a  week.  About  300  were  in 
operation  practically  throughout  the  season  because  they  were 
comparatively  well  located,  while  the  others  were  not,  or  were 
unable  to  obtain  seed,  the  cotton  crop  having  been  only  8,000,000 
bales,  instead  of  12,000,000,  he  said. 

An  additional  reason  for  the  short  supply  of  seed  to  be 
crushed,  he  said,  was  the  use,  by  the  cotton  farmers,  of  seed 
as  fertilizer.  They  plowed  it  into  the  ground  to  rot,  he  said. 
Therefore  the  railroads,  on  the  seed  so  used  for  fertilizing  pur- 
poses, lost  the  revenue  of  the  seed  inbound  and  the  fertilizer 
outbound,  the  seed  crushing  mills  being  competitors  with  feed 
and  fertilizer  factories,  he  said. 

Answering  a  question  by  M.  G.  Roberts,  of  the  St.  Louis-San 
Francisco,  who  was  conducting  cross-examination  for  the  rail- 
roads, the  witness  said  he  could  not  give  the  exact  percentage 
relationship  between  common  labor  on  the  railroads  and  com- 
mon labor  in  the  seed  mills,  but  he  said  he  knew  the  common 
labor  on  the  railroads  was  being  paid  at  least  double  the  wage 
in  the  seed  mills.  Labor  in  the  mills,  he  said,  constituted  40 
per  cent  of  the  cost  of  production. 

R.  A.  Walker,  of  New  York,  speaking  for  the  American  Cot- 
ton Oil  Company  and  the  rate  committee  of  the  Cottonseed 
Crushers'  Association,  said  the  rates  on  cottonseed  meal  from 
the  points  of  production  in  Texas  common  point  territory  to  the 
cattle  feeding  lots  of  the  northwest  have  had  the  effect  of  destroy- 
in  that  traffic.  Using  Texas  common  points  as  points  of  origin 
and  Boise  City  as  a  destination,  he  said,  the  increase  in  the 
rate  was  from  74.5  cents  prior  to  General  Order  No.  28  to 
$1.135  at  present.  At  the  peak  in  rates,  he  said  it  had  been 
$1.25.  The  cost  per  ton  for  that  kind  of  feed,  for  freight  alone, 
he  said,  was  $22.60  or  about  $8  per  ton  over  the  early  part  of 
1918,  and  the  cattle  people  could  not  afford  it.  There  had  been 
no  reduction  in  rates  on  meal  and  cake,  in  the  southeast,  he  said. 
Why,  he  did  not  understand,  although  the  rates  were  supposed 
to  have  been  cut  10  per  cent. 

William  C.  Ermon,  for  the  Southern  Cotton  Oil  Company, 
put  into  the  record  an  exhibit  showing  the  relation  of  freight 
and  other  expense  the  sales  value  of  manufactured  product  of  the 
cotton  seed  industry.  It  showed  an  increase  in  the  freight  ex- 
pense, per  pound,  from  .45  cent  in  the  season  of  1917-18  to  1.01 
cent  per  pound  in  the  lasi  season.  The  product  was  lard  substi- 
tute. 

Other  expenses  increased  from  1.42  cents  to  3.05  cents.  The1 
freight  rates  increased  from  2.01  per  cent  of  sales  value  to  7.17 
per  cent. 


In  behalf  of  soap  manufacturers  distributing  their  product 
widely,  but  not  pretending  to  speak  for  those  whose  business 
is  more  local,  Hugo  Ignatius  said  there  was  a  general  public 
impression  that  freight  rates  were  too  high  and  must  come  down. 
He  said  the  soap  industry  knew  its  prices  had  come  down,  but 
that  freight  rates  had  not  been  reduced.  '  Therefore  the  industry 
expected  a  general  reduction  in  freight  rates  to  come  soon.  He 
said  it  would  result  in  lowered  prices  for  soap.  The  industry 
therefore  joined  with  the  National  Industrial  Traffic  League  in 
advocating  such  a  reduction  and  by  the  method  suggested  by  it. 
He  suggested  that  if  and  when  the  Commission  made  its  deci- 
sion, it  give  some  kind  of  assurance  that  the  level  then  estab- 
lished would  continue  for  a  reasonable  length  of  time.  He  said 
that  in  normal  times  the  freight  rates  on  the  inbound  and  out- 
bound tonnage  of  soapmakers  constituted  about  10  per  cent  of 
the  cost.  Now  they  constituted  18  per  cent.  Labor  costs,  he 
said,  had  been  reduced,  but  freight  rates  remained  at  the  high 
peak.  Soaps,  he  said,  were  selling  today  at  practically  pre- 
war prices  notwithstanding  that  freight  rates  were  80  per  cent 
higher.  He  was  speaking  of  laundry  soaps,  the  ones  that  con- 
stitute the  bulk  of  the  business.  Higher  grades  were  above  the 
pre-war  level,  from  25  to  33  1-3  per  cent. 

Tonnage  furnished  by  the  soap  industry  to  the  railroads,  he 
said,  had  been  carefully  estimated  at  3,000,000  tons. 

H.  T.  Mulloy,  for  Fels  &  Co.  of  Philadelphia,  said  the  price 
of  their  laundry  soap  now  is  $4.875  per  box,  compared  with  $3.60 
pre-war  and  $7.075  at  the  peak.  Answering  a  question  by  Com- 
missioner Lewis,  he  said  he  thought  a  reduction  in  freight  rates 
would  result  in  an  increase  in  the  use  of  soap,  but  he  was  not 
willing  to  estimate  that  a  20  per  cent  decrease  in  rates  would 
be  followed  by  a  25  per  cent  increase  in  volume  of  tonnage. 

W.  S.  Growl,  of  Wyandotte,  Mich.,  speaking  as  chairman  of 
the  rate  committee  of  the  Alkali  Manufacturers'  Association  and 
as  traffic  manager  for  the  Michigan  Alkali  Co.,  said  he  was  ap- 
pearing for  those  who  produced  all  the  soda  ash  and  bicarbonate 
soda  and  75  per  cent  of  the  caustic  soda  made  in  this  country 
in  asking  for  an  early  and  definite  decision  on  the  question 
whether  the  carriers  could  or  could  not  stand  reductions  in  rates. 
The  industry,  he  said,  although  a  user  of  heavy  raw  materials, 
took  the  position  the  Commission  should  do  nothing  that  would 
cripple  the  railroads  or  make  it  impossible  for  them  to  equij? 
themselves  to  handle  business  when  it  should  return.  He  also 
suggested  the  Commission  should  declare  that  whatever  it  said 
on  the  subject  would  be  the  guiding  word  for  a  considerable 
period. 

"Isn't  that  impossible?"  asked  Commissioner  Aitchison,  who 
called  attention  to  the  fact  that  the  Commission  must  act  on 
the  record  made  in  this  case.  He  asked  if  Mr.  Crowl  wanted  the 
Commission  to  take  that  position,  even  if  there  should  be  a  big 
reduction  in  operating  costs  soon  after  it  had  made  its  announce- 
ment. 

"Yes,  unless  the  reduction  is  very  large,"  said  the  witness. 

"That  is,  you  want  us  to  discount  the  effect  of  reductions 
in  operating  expenses  that  would  not  be  called  large,"  suggested 
the  commissioner. 

"Could  we  do  that  on  this  record?"  asked  Aitchison. 

"Perhaps  not,"  said  the  witness. 

"Isn't  it  impossible,"  asked  the  commissioner. 

"I  suppose  it  is,"  admitted  Crowl.  He  also  admitted  the 
difficulties  of  tariff  publication  would  be  great  if  the  Commis- 
sion ordered  reductions. 

Hay    and    Grain    Rates 

The  stream  of  testimony  in  the  inquiry  began  showing 
marked  diminution  this  week.  No  witness  was  on  hand  at  the 
noon  recess  of  February  8,  so  no  hearing  was  held  the  afternoon 
of  that  day.  The  hearing  of  the  following  day  lasted  less  than 
the  time  allotted.  Attendance  at  the  hearings  also  had  fallen 
off  and  from  the  two  facts  shown  hope  grew  the  case  would  be 
completed  by  the  end  of  the  month,  instead  of  running,  as 
feared,  well  into  March. 

Rates  on  hay  and  grain  were  under  consideration  by  wit- 
nesses February  9.  W.  I.  Biles,  Saginaw,  Mich.,  president  of  the 
National  Hay  Association,  advised  the  removal  of  the  remainder 
of  Ex  Parte  74  increases.  He  said  reductions  already  made  were 
appreciated,  but  they  were  not  quite  enough,  he  said,  to  war- 
rant a  continuance  of  the  production  of  hay.  High  rates,  he 
said,  had  localized  the  hay  trade  and  thereby  he  afforded  an 
opportunity  to  Commissioners  Hall,  Aitchison  and  Lewis  to  in- 
quire whether  localization  meant  starving  animals  or  merely  the 
procurement  of  feed  from  other  sources.  The  witness  said  local 
feeds,  generally  of  inferior  quality,  and  lesser  quantity  from  the 
point  of  view  of  food  values,  were  being  used.  The  production 
fell,  he  said,  from  8,000,000  tons  in  1920  to  5,000,000  in  the  fol- 
lowing year. 

"Isn't  your  real  competition  from  Henry  Ford  and  his 
tractor?"  asked  Mr.  Aitchison. 

"Not  at  all,"  said  the  witness.  "The  reports  of  the  Depart- 
ment of  Agriculture  show  a  greater  number  of  animals  in  1921 
than  in  1920." 

Answering  a  query  by  Mr.  Humburg,  the  witness  said  his 
own  business  had  increased  50  per  cent  since  the  10  per  cent 
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reduction.  In  answer  to  Mr.  Lewis,  be  said  there  was  no  lack 
of  demand,  if  demand  could  be  measured  by  inquiries,  but,  he 
said,  when  prices  were  quoted,  no  orders  came. 

J.  Vining  Taylor,  secretary-treasurer  of  the  association  of 
Winchester,  Ind..  said  present  rates  were  absolutely  more  than 
the  traffic  could  bear.  In  twelve  months,  he  said,  225  dealers 
had  failed  and  75  per  cent  of  that  number,  he  estimated,  had 
failed  because  they  were  cut  off  from  markets  In  which  they 
had  been  selling.  His  averments  he  tried  to  prove  by  quoting 
from  letters,  but  when  railroad  lawyers  inquired  whether  the 
writers  of  the  letters  would  be  produced  for  cross-examination. 
D.  J.  Sims,  acting  as  attorney  for  the  hay  men,  said  they  would 
cot  and  admitted  the  testimony  would  have  to  be  stricken  be- 
cause It  was  hearsay. 

"Is  It  your  contention."  asked  D.  P.  Connell,  "that  the  Mon- 
tana farmer,  with  a  rate  of  $27  per  ton.  should  be  able  to  market 
bit  hay  in  New  York  In  competition  with  the  hay  from  Michigan 
at  $9  per  ton?"  The  witness  answered  that  competitive  condi- 
tions should  be  restored.  Mr.  Hall  suggested  that  dealers  near 
the  points  of  great  demand  would  not  object  to  the  elimination 
of  dealers  In  far  distant  states.  "They  are  not  clamorous  for  a 
restoration  of  rate*  that  will  bring  In  competition."  he  asked. 
Mr.  Taylor  said  the  association  had  voted  to  ask  for  exactly 
what  Its  witnesses  were  saying.  Mr.  Lewis  tried  the  same  tack. 
using  Winchester,  Ind..  the  home  of  the  witness,  as  illustrative. 
He  made  the  same  answer,  adding  that  but  little  hay  was  pro- 
duced around  Winchester. 

Lawrence  F.  Arnold,  representing  himself  and-other  pro- 
ducers and  shippers  in  southern  Illinois,  shipping  Into  south- 
eastern states,  said  price*  were  about  bark  to  pre-war,  and  that 
buying  would  be  resumed  but  for  the  high  freight  rates.  In  an- 
swer to  Mr.  Hamburg  be  said  that  when  the  recent  10  per  cent 
reduction  was  made  the  farmer  got  the  whole  benefit,  but  that 
recently  prices  have  sagged,  to  the  benefit  I*  split  about  fifty-fifty 
between  producer  and  shipper. 

James  F.  Huey.  for  the  Commercial  Exchange  of  Phila- 
delphia, asked  for  a  restoration  of  rates  to  the  August  25.  1920. 
basis,  saying  that  even  when  that  had  been  done,  rail  rates  would 
be  50  per  cent  above  pre-war,  while  the  prices  of  hay  would  be 
only  20  to  30  per  cent  above  1915.  He  regarded  reductions  as 
absolutely  essential. 

For  the  governors  and  commissions  of  the  Inter-mountain 
states.  H.  W.  Prickett.  of  the  Utah  Traffic  Service  Bureau,  put 
into  the  record  three  exhibits  showing  distance*,  rate*  on  wheat 
from  Idaho  and  Utah  to  Galvevton.  Omaha  and  Pacific  ports,  the 
present  car-miles  and  what  they  would  be  were  Ex  Parte  74 
rate*  to  be  wholly  eliminated.  He  showed  car  earning*  from 
American  Falls.  Ida.,  to  Oalveaton  of  1873.33.  yielding  a  rar  mile 
of  37.02  for  1.819  mile*.  Reduction  of  the  rate*  to  the  basis  of 
August  25.  1920.  he  said,  would  yield  a  car-mile  on  that  traffic 
of  31.8  cent*.  He  did  not  know  whether  much  or  little  wheat 
moved  from  the  station*  used  In  his  exhibit,  except  a*  to  Amer- 
ican Falls,  which,  he  said,  was  one  of  the  greatest  wheat  shipping 
stations  In  the 'country.  Other  wltne*»e«.  he  said,  would  be  abte 
to  tell  the  facts  with  regard  to  that. 

Leonard  Way.  a  rate  man,  was  the  first  of  the  other  wit- 
Maw*.  He  bad  an  exhibit  showing  the  Idaho  farmer  growing 
wheat  on  Irrigated  land  at  an  expense  of  fl  per  bushel  and  th<> 
dry  farmer,  with  a  cost  of  $1.166.  both  selling  at  72  cent*.  Under 
•ocb  condition*,  he  said,  the  railroads  should  not  have  any 
In  rate*  over  1914. 


"But  we  are  not  asking  you  to  make  rates  that  would  enable 
the  Idaho  wheat  grower  to  come  out  even,"  said  he.  "Even  If  he 
paid  nothing  for  transportation  he  could  not  come  out  whole  at 
present.  How  doe*  he  exist?  fie  does  not.  HI*  farm  I*  being 
taken  away  from  him.  Banks  are  falling  and  conditions  are  de- 
plorable." 

•iy  doe*  the  dry  fanner  continue  to  spend  $1.166  to  pro- 
duce something  he  can  sell  for  only  72  cents?"  asked  Mr.  Hall. 

•')  might  as  well  ask  a  man  why  he  continue*  to  live."  re- 
torted the  witness.  "The  farmer*  have  the  farm*  and  they  can't 
leave.  They  hope  conditions  will  Improve." 

Mr.  Davis,  for  the  railroads,  developed  the  fact  that  the  wit- 
ness did  not  have  personal  knowledge  of  the  various  Items  of 
cost  used  by  him  In  making  up  the  operating  ratio  of  the  two 
kinds  of  farmers.  Therefore  he  moved  striking  out  that  part  of 
the  exhibit*.  The  Commission  took  that  under  advisement. 


DECREE   IN   PACKERS'  CASE 

••ral  Daugherty  announced  this  week  that  the 
Department  of  Justice  would  make  no  recommendation  with 
regard  to  the  request  of  the  California  Co-operative  Canneries 
Company  and  others  for  a  modification  of  the  consent  decree 
In  the  case  of  the  United  State*  of  America  vs.  Swift  *c  Co.  ft  nl. 
He  said  the  questions  Involved  must  ultimately  be  decided  by 
tb«  court  and  that  the  requcxt  for  modification  should  be  pre- 
vented in  the  first  instance  to  the  court  which  entered  !!:• 
Th«  attorney-general  reached  thin  conclusion  after  long  hearings 
on  the  request*  for  modification  of  the  decree  which  relates  to 
the  "Big  Five"  packers  engaging  In  unrelated  lines  of  buslnes*. 


THE  CUMMINS  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

A  committee  representing  the  National  Industrial  Council, 
which,  according  to  the  committee,  represents  30,000  manufac- 
turers throughout  the  United  States,  appeared  before  the  Senate 
interstate  commerce  committee  February  3  and  advocated  con- 
solidation of  the  functions  of  the  Railroad  Labor  Board  with 
those  of  the  Interstate  Commerce  Commission  with  the  end  in 
view  of  having  a  single  tribunal  composed  exclusively  of  repre- 
sentatives of  the  public  regulate  the  income  and  expenses  of 
the  railroads. 

C.  S.  Walker,  director  of  the  Iowa  Manufacturers'  Associa- 
tion, and  J.  A.  Emery,  counsel  for  the  National  Association  of 
Manufacturers,  acted  as  the  spokesmen. 

Senator  Cummins  said  the  argument  advanced  by  the  com- 
mittee representatives  was  not  assailable  from  a  theoretical 
point  of  view,  but  that  from  a  practical  point  of  view  it  had 
seemed  to  him  that  better  results  were  to  be  obtained  by  such 
a  tribunal  as  the  Labor  Board  with  members  representing  the 
managements  and  the  employes  as  well  as  the  public.  His  view 
was  that  the  employes  and  the  managements  would  be  more 
likely  to  accept  decisions  by  such  a  tribunal  rather  than  by  one 
made  up  wholly  of  representatives  of  the  public.  Mr.  Emery 
said  his  experience  with  industrial  disputes  showed  that  arbi- 
tration by  representative*  of  the  management  and  of  labor  had 
not  proved  at  all  satisfactory.  As  to  the  management,  labor 
and  the  public  having  representation  on  a  tribunal  to  decide 
disputes,  he  said  that  that  was  a  case  of  having  two  advocates 
and  one  impartial  observer  subject  to  the  pressure  of  both  advo- 
cates. 

The  position  of  the  manufacturers  was  outlined  as  follows: 

fnlnlerrupted  and  efficient  transportation  at  reasonable  cost 
la  a*  eraentlal  to  the  vitality  of  our  Industrial  and  commercial  life 
a*  the  unimpeded  circulation  of  the  blood  to  the  health  of  tin- 
human  body.  The  technical  problem  mimt  he  met  by  railway 
management,  but  there  are  certain  principles  In  which  every  citi- 
zen should  be  Interested  because  they  affect  the  Integrity  of  his 
social  life.  These  the  Industrial  associations  of  the  I'nlted  State* 
have  endeavored  to  assemble  and  state  In  simple  terms  that  we 
may  have  a  common  starting;  point  from  which  to  approach  this 
mat  question. 

Then*  conclusions  are  not  hastily  expressed,  but  were  carefully 
formulated  after  study  by  a  ('••nf.  r.  n.-.-  CoramlttM  and  were  sub- 
mitted to  each  state  organization,  subjected  to  analysis  and  dis- 
cussion, and  are  approved  and  presented  on  behalf  of  Industrial 
association!  authorized  to  speak  for  substantially  50.000  American 
manufai  In 

They  are  not  submitted  as  representing  merely  a  manufactur- 
er's vlew|M»nt.  I. in  il-,'  *  whose  active  business  life  has 
led  them  to  realize  the  necessity  for  securing  effective  recognition 
of  certain  essentials  In  American  transportation.  I!y  that  form 
•  •iniiiiinlcatlon  we  live  and  move  and  have  our  being-.  The 
•  ini'-ker  our  people  recocnlxe  the  necessity  for  preserving  Its  Integ- 
rity of  operation,  the  protection  which  must  be  given  our  carriers 
and  the  recognition  of  social  obligation  which  must  be  exnrt.  .1 
from  management  and  men  in  that  m-rvlce.  the  more  quickly  we 
will  stabilize  th-  , •••million*  IIII<|IT  which  this  great  social  Instru- 
men'  lies  and  relieve  miraelve*  of  the  overshadowing  dread 
of  Its  financial  breakdown  or  the  arbitrary  Interruption  of  Its  serv- 
ice. 

To  produce  this  result  the  committee  urged  that  the  follow- 
ing affirmative  principle*  be  recognized: 

Hi     Tin-     il.-hl',  t.,te     Interruption    of     railroad     service     being    so- 
,)• -tni,  live,  dispute*  I-IM..H    tin-  ,  .uiiera  and  their  employees 
should  be  ultimately  determinate  by  a  public  trlbnnHl.   without  stop- 
page  of  service. 

(S)  The  members  of  such  tribunal  should  possess  the  hlghciit 
personal  qualifications  and  r,-|,i  •  .*> nt  th.-  i.nl.li.-  exi-limlvely. 

(1)  That  such  tribunal  should  be  affiliated  with,  or  function  as 
a  part  of  the  rate-making  authority. 

(I)  That  each  currier  should  lie  regarded  us  the  primary  unit  of 
Interest  and  co-operation  In  the  establishment  and  malnte- 
of  employment  relations  between  the  employees  ami  the  man- 


(S)  That  arbitrary  discrimination  between  organized  employees 
and  unorganized  employees  or  between  those  who  desire  to  bargain 
collectively  and  those  who  desire  to  bargain  Individually  Is  Intoler- 
able In  the  regulation  of  the  railroads. 

(()  That  while  the  carriers  and  their  employees  should  be  af- 
forded the  widest  opportunity  to  fix  the  terms  of  their  employment 
relation*,  no  form  Is  desirable  or  permissible  that  does  not  assure 
to  management  the  opportunity  to  fulfill  Its  primary  public  obliga- 
tion to  give  uninterrupted  and  efficient  service  at  reasonable  rates. 

iTi  That  the  right  of  Intervention  by  'representative*  of  the 
public,  for  good  cau*e  shown,  before  federal  administrative  tribu- 
nals, including  the  Kallroad  Labor  Board,  ought  to  be  affirmatively 
recognized  by  appropriate  amendment  t..  existing  legislation. 

(*)  That  national  transportation  might  to  be  •  •  ^ni  '!•••!  by  Con- 
gress exclusively,  and  any  recession  of  authority  In  *nrh  Held,  to 
state  tribunals.  Is  retrogressive  and  Injurious  to  Industrial  devel- 
opment, as  well  as  to  orderly  expansion  of  transportation  facilities. 

())  That  all  national  or  state  legislation  ImposinK  artificial 
•  mli-  burden*  upon  the  ro*t  of  transportation,  of  which  the 
Adamson  art  and  "full  crew"  law*  are  typical  national  and  local 
example*,  ought  to  be  repeal,  ,1 

McAdoo  Concludes 

In  concluding  his  statement  before  the  committee,  former 
Director-General  McAdoo  asserted  that  the  government,  in  tak- 
ing over  the  railroads,  Instead  of  ruining  them  as  had  been 
charged,  had  saved  them.  That  action  by  the  government,  he 
said,  stabilised  labor  conditions,  enabled  the  transportation 
system  to  meet  the  war  demands,  gave  adequate  service  to  the 
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public  and  protected  the  bondholders  and  the  stockholders. 

Only  a  few  members  of  the  committee  heard  Mr.  McAdoo 
and  he  was  not  questioned  at  any  length.  Senator  Cummins 
remarked  that  the  witness  had  confined  much  of  his  state- 
ment to  the  criticisms  made  of  federal  operation  of  the  rail- 
roads. He  said  the  railroad  managements  had  not  made  criti- 
cism of  federal  operation  the  main  note  of  their  case  hut  that 
rather  they  had  tried  to  show  that  the  large  Increase  In  ex- 
penses in  1920  were  unavoidable  because  of  conditions  growing 
out  of  federal  control  and  that  they  had  tried  to  justify  their 
own  expenses. 

Chairman  Cummins  also  took  occasion  to  say  that  he  be- 
lieved the  government,  after  making  final  settlements  for  the 
period  of  federal  operation,  would  still  be  behind  at  least  $1,300,- 
000,000.  He  made  this  statement  with  reference  to  the  testi- 
mony by  Mr.  McAdoo  that  the  cost  of  railroad  service  during 
federal  control  was  $714,000,000,  which  was  the  deficit  of  Class 
1  roads,  and  said  that  that  figure  did  not  represent  the  entire 
cost  of  federal  operations  as  had  been  indicated  by  estimates 
made  by  the  present  Director-General. 

Mr.  McAdoo  said  the  $714,000,000  represented  the  deficit 
of  Class  1  roads  and  pointed  to  former  Director-General  Hines' 
estimate  of  $900,000,000,  to  which  he  said  Director  General 
Davis  had  added  approximately  $300,000,000  for  winding  up  the 
affairs  of  federal  control.  Mr.  Hines,  the  witness  contended,  had 
included  in  his  estimate  of  $900,000,000  losses  from  operation 
of  the  inland  waterway  services,  the  Pullman  Company  and  of 
the  express  company,  and  that  Mr.  Davis'  estimate  Included 
adjustments  to  be  made  In  final  settlement  for  undermainte- 
nance,  damages  on  accou.nl  of  the  Minnesota  forest  fires,  and  for 
materials  and  supplies. 

Mr.  McAdoo  added  to  his  140-page  statement  some  remarks 
with  regard  to  increased  cost  of  operation  in  1920  which  he  at- 
tributed chiefly,  not  including  the  increases  in  wages,  to  elim- 
ination of  economies  which  had  been  possible  under  unified  op- 
eration and  also  to  the  fact  that  the  railroads  greatly  increased 
their  expenditures  for  maintenance  in  the  six  months'  guaranty 
period  followiing  federal  operation.  There  was  an.  increase  of 
$402,000,000  in  expenditures  for  maintenance  during  the  guar- 
anty period  as  compared  with  the  same  period  in  1919,  he  said. 
He  submitted  to  the  committee  a  copy  of  a  letter  he  said  was 
written  by  W.  G.  Besler,  president  of  the  Central  Railroad  of 
New  Jersey,  to  'the  company's  superintendent  of  motive  power, 
directing  the  superintendent  to  hasten  the  repair  of  locomotives 
that  had  been  sent  to  outside  repair  shops  to  the  end  that  the 
bills  for  the  work  would  be  turned  in  before  the  end  of  the 
guaranty  period  on  September  1  1920.  This  letter,  he  said, 
had  been  submitted  in  evidence  before  the  Commission  in  the 
investigation  of  the  cost  of  repairs  in  contract  shops.  He  also 
charged  that  the  railroads  stopped  their  increased  maintenance 
expenditures  at  the  end  of  the  guaranty  period  and  that  since 
that  time  they  had  cut  their  maintenance  expenses  to  a  great 
extent.  It  was  also  his  view  that  a  large  part  of  the  trans- 
portation machine  was  now  obsolete  to  a  large  extent  and  that 
that  condition  was  one  of  the  most  serious  defects  about  the 
railroad  situation.  He  said  the  railroads  had  been  unable  to 
keep  up  their  plants  to  the  high  standard  necessary  for  the  pro- 
duction of  cheap  transportation. 

Mr.  McAdoo  said  that  if  the  cost  of  federal  operation  did 
reach  $1,300,000,000  as  predicted  by  Senator  Cummins,  it  would 
represent  an  extremely  small  cost  for  the  war  transportation. 
Senator  Cummins  said  he  had  no  sympathy  with  the  charge  that 
there  was  inefficiency  during  the  war  period  in  the  operation  of 
the  roads. 

Before  the  Cummins  investigation  is  declared  closed,  repre- 
sentatives of  the  carriers  will  have  an  opportunity  to  be  heard  in 
rebuttal  to  the  testimony  of  Messrs.  McAdoo  and  Hines  and  other 
witnesses. 

Provisions  in  the  labor  sections  of  the  act  making  a  separate 
classification  of  "subordinate  officials"  were  attacked,  February 
8,  by  Charles  G.  Poirier,  vice-president  of  the  Grand  Order  of 
Supervisors,  which  has  a  membership  of  approximately  5,000 
supervisory  railroad  officials,  on  the  ground  that  under  the 
provisions  the  shop  crafts'  unions  and  the  American  Federation 
of  Labor  claim  jurisdiction  over  the  supervisory  officials,  with 
the  result  that  discipline  and  efficiency  were  destroyed. 

Mr.  Poirier  said  the  unions,  with  the  aid  of  the  American 
Federation  of  Labor,  were  forcing  the  supervisory  officials  to 
join  the  unions. 

The  witness  said  that  during  federal  control  the  super- 
visory officials  lost  effective  control  over  their  men  because  if 
they  dismissed  an  employe  for  cause,  the  latter  would  get  rein- 
stated through  the  union  to  which  he  belonged  and  obtain  pay 
for  the  time  lost.  He  said  that  he  estimated  .that  the  efficiency 
of  the  employes  during  federal  control  dropped  to  70  per  cent 
and  to  60  or  65  per  cent  after  the  national  agreements  had  been 
signed. 

"Labor  felt  supreme,"  said  he.  "Their  power  and  influence 
were  felt  on  all  sides.  The  American  Federation  of  Labor  gave 
notice  that  all  employes  and  all  foremen,  unless  they  became 
members  of  the  crafts,  would  lose  their  jobs.  Then  the  Interstate 
Commerce  Commission,  acting  under  the  law,  placed  the  super- 
visory foremen  on  a  plane  with  labor  organizations  under  the 


guise  of  subordinate  officials,  which  classification  had  been 
placed  in  the  law  at  the  instance  of  the  labor  organizations  and 
certain  organizations  of  disloyal  supervisory  officials  whose 
motto  was  that  they  could  not  get  anything  for  their  members 
unless  they  were  so  classified.  A  large  part  of  the  Increase  in 
operating  expenses  Into  which  this  committee  is  inquiring  re- 
sults directly  from  the  separation  of  the  supervisory  officers 
from  the  official  family  to  which  they  rightfully  belong. 

"Our  organization  was  formed  In  1918  for  self-protection  by 
the  conservative  and  progressive  class  of  supervisory  officials 
who  objected  to  being  separated  from  the  official  family  and 
forced  into  the  ranks  of  the  men  we  supervise." 

Mr.  Poirier  said  his  organization  had  objected  to  the  legis- 
lation. He  said  the  yardmasters,  train  dispatchers  and  store- 
keepers organized  and  that  he  believed  the  purpose  was  to  do 
that  In  order  that  they  could  then  become  affiliated  with  the 
A.  F.  of  L.  He  said  that  was  the  plan  followed  when  the  shop 
crafts  were  organized. 

"Unless  we  correct  this  situation  we  must  go  into  the  crafts 
too,"  said  he.  "The  recognition  of  subordinate  officials  as  a 
separate  class  has  given  the  Federation  an  opportunity  to  domi- 
nate the  supervisory  officials  whom  It  has  placed  on  the  same 
plane  with  the  employes.  It  is  legislating  for  them;  it  calls 
them  scabs  in  case  of  a  strike — which  It  could  not  do  if  they 
were  considered  as  officials.  We  can  do  nothing  to  help  our- 
selves. We  are  losing  members  daily." 

Members  of  the  committee  said  the  effect  of  the  legislation, 
as  represented  by  the  witness  was  exactly  the  opposite  of  what 
had  been  intended — that  the  purpose  was  to  recognize  the  super- 
visory officials  as  apart  from  the  employes. 

Senator  Cummins  said  the  separate  classification  had  been 
adopted  so  as  to  enable  the  supervisory  officials  to  submit  nomi- 
nations for  the  Railroad  Labor  Board  and  to  enable  them  to 
appear  before  the  board.  The  witness  said  the.  members  of  his 
organization  did  not  wish  to  go  before  the  board. 


DATE  FOR  WAGE  HEARINGS  SET 

The  Labor  Board  will  begin,  March  6,  to  hear  all  disputes 
involving  the  wages  of  railroad  employes,  except  those  of  the 
train  and  yard  service  brotherhoods.  This  announcement  was 
contained  in  a  resolution  passed  by  the  board  late  February  7. 
The  disputes,  which  will  be  heard  jointly,  involve  applications 
for  reductions,  generally  10  per  cent,  on  the  part  of  approxi- 
mately 50  railroads  and  their  subsidiaries,  and  applications  for 
increases  on  the  part  of  the  17  labor  organizations  involved. 
Additional  disputes,  which  may  come  before  the  board  before 
February  20,  will  be  included. 

According  to  the  board's  resolution,  questions  of  rules  and 
working  conditions  involving  all  the  classes  of  labor  included 
in  the  wage  disputes  to  be  heard  will  be  entirely  disposed  of 
before  a  decision  is  rendered  with  regard  to  wages.  No  wage 
disputes  involving  the  train  and  engine  and  yard  service  em- 
ployes are  as  yet  before  the  board,  it  was  said,  'this  being  due, 
no  doubt,  to  the  agreement  reached  by  those  organizations  and 
the  Association  of  Railway  Executives  to  re-establish  regional 
conferences,  through  which  such  disputes  would  have  to  pass  be- 
fore coming  to  the  board. 

It  is  expected  that  various  parties  interested  will  get  in 
touch  with  the  board  before  the  hearing  date,  so  that  a  definite 
program  for  the  hearing  can  be  laid  out.  The  resolution  was 
as  follows: 

Whereas,  Each  of  a  number  of  carriers  has  a  dispute  with  one  or 
more  of  certain  organizations,  and  each  organization  has  a  dispue  with 
one  or  more  carriers;  and, 

Whereas,  The  Labor  Board  has  information  to  the  effect  that  a 
number  of  other  carriers  are  about  to  file  applications  for  a  decrease 
in  wages  of  certain  classes  of  employes;  and  that  these  organizations 
and  other  organizations  are  about  to  file  applications  for  an  increase 
in  the  wages  of  certain  classes  of  employes  on  various  carriers;  and. 

Whereas,  The  Labor  Board  will  have  decided  the  disputes  now 
before  it  as  to  what  shall  constitute  Just  and  reasonable  rules  govern- 
ing working  conditions  for  such  classes  before  the  issuance  of  the 
decision  on  the  wage  disputes  herein  referred  to;  and. 

Whereas,  The  Labor  Board  has  been  informed  that  a  large  num- 
ber of  carriers  have  reopened  or  are  about  to  reopen  negotiations 
with  the  representatives  of  the  employes  in  train  and  engine  and  yard 
service  for  the  purpose  of  considering  just  and  reasonable  wages  and 
rules  governing  working  conditions  of  those  classes;  and. 

Whereas,  In  the  judgment  of  the  Labor  Board  it  is  desirable  that 
this  board  hear  at  one  time  the  disputes  with  reference  to  decreases 
and  increases  of  wages  of  classes  of  employes  other  than  those  in 
train  and  engine  and  yard  service; 

Therefore,  be  it  resolved: 

(1)  That  the   Labor  Board  will,   commencing  10   a.   m.,   Monday, 
March  6,   1922,  hear  the  representatives  of  all  carriers  and  employes 
who  have  filed  applications  for  decreases  or  increases  in  wages  (except 
those  in  train  and  engine  service  and  yard  service),  on  or  before  Mon- 
day, February  20,  1922. 

(2)  That  the  Labor  Board  will  not  at  this  time  undertake  to  limit 
the  period   of  oral  presentation   and  argument  of  any  parties   to  the 
dispute,  but  hereby  calls  upon  the  employes  and  carriers  involved  for 
such   suggestions  as  they  may  desire  to  offer  to  assist  the  board   in 
determining   and    setting   a   reasonable   period   of   time   for   such   oral 
presentation  and  argument.     Evidence  to  any  extent  desired  by  either 
party   may  be  submitted   in  writing,    furnishing   the  other  interested 
party   with    a   copy   thereof.     All    such    evidence   must   be   submitted 
prior  to  close  of  hearing. 

(3)  That  all  such  disputes  must  be  filed  in   accordance  with  the 
rules  and  regulations  of  the  Labor  Board  issued  as  of  October  6,  1921. 
and    must   be    accompanied   by   application    for   decision    prepared    in 
conformity  with  Form  RLE — 101  of  the  Labor  Board. 
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PLAN  FOR  COMMISSIONER  GENERAL 

Tki  Traffic  World  Washington  Bureau 

The  National  Council  of  the  Chamber  of  Commerce  of  the 
I'uited  States  began  a  two-day  session  in  Washington  February 
8  at  which  the  railroad  situation  was  one  of  the  important 
subjects  taken  up  for  consideration.  The  •  Council  considered 
the  report  of  the  railroad  committee  of  the  Chamber  recom- 
mending legislation  providing  for  a  commissioner  general  of 
transportation  to  be  appointed  by  the  President.  This  report  was 
defeated  at  the  closing  session. 

George  A.  Post,  president  of  the  Hudson  River  Bridge  and 
Terminal  Association,  chairman  of  the  railroad  committee,  after 
submitting  the  recommendations  with  respect  to  a  commissioner 
general  of  transportation,  which  were  printed  in  The  Traffic 
World  January  28,  p.  214,  said: 

Your  committee  is  much  impressed  by  the  fact  that  at  the  hear- 
ings before  the  various  governmental  bodies  that  are  constantly 
dealing  with  matters  affecting  Interstate  commerce  no  witness  ever 
appears  who  is  authorized  and  equipped  to  present  the  matters  under 
consideration  from  the  standpoint  of  the  public  as  a  whole.  There 
are  usually  able  representatives  of  the  various  special  interests,  but 
there  Is  no  official  representative  of  the  public — no  one  who  Is 
charged  by  the  government  with  responsibility  for  making  an  Inde- 
pendent study  o7  the  transportation  needs  of  the  American  people, 
and  then  making  at  the  discretion  of  the  President  of  the  United 
States  the  results  of  that  study,  available  to  the  rate  making  and 
wage  fixing  powers  to  neutralize  the  Influence  of  those  whose  attitude 
and  contentions  are  liable  to  have  their  bases  In  their  desire  to  pro- 
mote their  own  Interests  without  due  regard  for  the  Interests  of  the 
public  as  a  whole. 

Nearly  two  years  have  elapsed  since  Congress  passed,  the  trans- 
portation act  returning  the  railroads  to  private  operation.  At  no  time 
during  that  period  have  conditions  been  normal  either  In  the  United 
States  or  In  the  world  at  large.  As  a  result  of  the  great  war  there 
has  been  world-wide  depression  In  business  and  a  great  decrease  In 
the  volume  of  railroad  traffic  and  In  the  net  earnings  of  the  roads. 
The  gross  revenues  of  the  roads  have  considerably  Increased  tr 
the  new  rate  schedule  established  In  1920.  but  the  cost  of  operation 
has  remained  so  high  that  the  net  operating  Income  of  the  railways 
of  the  country  as  a  whole  has  remained  very  Inadequate.  In  1121. 
for  example,  the  net  railway  operating  Income  was  only  1.9  per  cent 
of  the  tentative  value  of  the  property  as  determnned  by  the  Inter- 
state Commerce  Commission  tsss  than  one-half  of  the  six  per  cent 
authorized  In  the  Act.  and  an  amount  quite  Insufficient  to  furnish  an 
adequate  baste  for  the  re-establishment  of  railroad  credit. 

Many  of  the  conditions  which  limit  the  earnings  of  the  railroads 
are  entirely  beyond  the  direct  control  of  Congress  or  of  the  Interstate 
^•aoerce  Commission  or  the  Railroad  Labor  Board  or  the  railroads 
themselves.  Nevertheless,  each  of  these  agencies  Is  now  engaged  In 
making  a  comprehensive  and  natlon-wld.-  effort  to  bring  together 
Information  and  develop  constructive  proposals  In  the  hope  of  re- 
storing normal  conditions  in  the  transportation  Indust- 

The  Senate  committee  on  Interstate  commerce  has  just  com- 
pleted a  series  of  hearings  on  ••modifications  of  the  transportation 
act  "  at  which  proposals  to  repeal  the  statutory  rule  of  rate-making 
and  to  repeal  the  authority  of  the  Commission  to  regulate  Intrastate 
rates  when  they  discriminate  against  Interstate  commerce  were 
carefully  conald«re4.The  committee  has  not  yet  submitted  Its  report. 
•he  official  record  of  the  hearings  contains  a  large  amount  of 
testimony  which  tends  to  show  thst  these  two  provisions  of  the  set 
are  In  the  public  Interest  and  that  they  have  been  administered  by 
*eCommlsston  In  (accordance  with  the  Intent  of  Congress  when  It 

Tfce  Senate  committee  on  Interstate  commerce  Is  also  conducting 
a  series  of  hearings  on  railroad  revenues  and  expenses  with  a  view 
to  determining  what  are  the  facts  In  regard  to  the  financial  opera- 
tions of  the  railroads  since  March  I.  1MO.  and  what  would  be  the 
best  means  of  bringing  about  a  condition  that  will  warrant  the 
Commission  In  reducing  freight  and  passenger  rates.  The  testimony 
of  railroad  executives  and  the  testimony  of  railroad  security  owners 
at  these  hearings  have  been  carefully  reported  to  members  of  the 
Fhmm.b!r  °L  Co"10*"*  of  the  United  States  In  special  publications 
Issued  by  the  Department  of  Transportation  and  Communication  and 
the  testimony  of  railroad  employes,  railroad  shippers,  snd  other  wit- 
nesses at  the  hearings  will  be  reported  as  soon  as  possible  after  It  Is 
completed. 

"Almost  every  Interest  affected  by  railroad  transportation  has 
already  submitted  voluminous  testimony  to  the  Senate  committee 
during  these  hearings,  and  bas  brought  to  Its  attention  a  great 
variety  of  plans  for  Improving  the"  situation  by  *  mending  or  reDeallns; 
cjptm'n  Provisions  of  the  act.  In  December.  I9J1,  a  representative 
of  the  Chamber  of  Commerce  of  the  United  States  appeared  before 
the  Committee,  but  not  for  the  purpose  of  criticizing  the  act  On 
ontrary.  he  declared  In  his  testimony  that  the  business  men  of 
.e  country  regard  the  act  as  a  strong  piece  of  constructive  legisla- 
tion and  on  their  behalf  urged  Congress  not  to  amend  any  o"  the 

under 


14,  1931,  a  general  Investigation  "to  determine  whether  and  to  what 
extent,  if  any.  further  reductions  in  rates  «  •  •  can  lawfully  be 
required  by  order  of  the  Commission  •  •  •  upon  any  commodities 
or  descriptions  of  traffic"  and  also  "to  determine  what  will  constitute 
a  fair  return  from  and  after  March  i,  1922,  under  section  15a  of  the 
interstate  commerce  act."  The  railroad  executives  have  already 
completed  their  testimony  at  these  hearings.  They  maintain  that 
the  revenues  of  the  railroads  in  each  important  traffic  section  of  the 
country  are  at  the  present  time  wholly  Inadequate,  and  that  if  these 
revenues  are  further  reduced  by  a  reduction  in  rates  it  would  In- 
evitably result  in  financial  disaster  for  many  of  the  railroads  without 
bringing  any  corresponding  advantage  to  the  Industries.  They  assert 
that  a  general  reduction  of  rates  at  this  time  would  prevent  the 
railroads  from  making  adequate  preparation  for  the  expected  revival 
of  business,  and  would  tend  to  make  It  Impossible  for  the  Industries 
to  obtain  necessary  transportation  sen-ice  when  normal  traffic  is 
restored. 

Representatives  of  the  shippers  are  now  testifying  before  the 
Commission.  In  almost  every  Instance  they  urge  large  and  imme- 
diate reductions  In  freight  rates,  expressing  the  belief  that  such  re- 
ductions would  result  In  an  Increase  in  traffic  and  presumably  In  an 
increase  In  the  revenues  of  the  roads.  The  railroad  executives  do 
not  share  this  belief. 

Your  committee  has  given  careful  consideration  to  the  proceedings 
of  these  various  investigations  as  far  as  they  have  gone.  We  do  not 
presume  to  offer  a  solution  of  the  difficult  questions  now  confronting 
the  official  agencies  that  have  been  established  to  regulate  Interstate 
commerce.  In  due  time  these  questions  will  be  settled  by  these 
agencies  according  to  their  best  lights.  Your  committee  is  much  Im- 
pressed, however,  by  the  fact  that  at  the  hearings  before  the  various 
governmental  bodies  that  are  constantly  dealing  with  matters  affecting 
Interstate  commerce  no  witness  ever  appears  who  Is  authorized  and 
equipped  to  present  the  matters  under  consideration  from  the  stand- 
point of  the  public  as  a  whole.  There  are  usually  able  representatives 
of  the  various  special  Interests,  but  there  Is  no  official  representative 
of  thejmblle — no  one  who  Is  charged  by  the  government  with  respon- 
sibility for  making  at  the  discretion  of  the  President  of  the  United 
States  the  results  of  that  study,  available  to  the  rate  making  and 
wage  fixing  powers  to  neutralize  the  Influence  of  those  whose  attitude 
and  contentions  are  liable  to  have  their  bases  In  their  desire  to  pro- 
mote their  own  Interests  without  due  regard  for  the  Interests  of  the 
public  as  a  whole." 

Mr.  Post  reiterated  the  opposition  of  the  Chamber  pf  Com- 
merce  to  government  operation  or  ownt-r  railroads 

anH  was  annlaHiiiBr  Alter  referring  to  Ex  Parte  74.  he  said 
rates  were  fixed  that  were  higher  than  anybody  ever  imagined 
could  or  would  be  established.  He  discussed  the  "meager"  re- 
turns of  the  railroads  and  of  the  "clamor  for  reduced  rates." 

"Your  railroad  committee,"  said  he,  "is  in  full  sympathy 
with  the  Idea  that  transportation  rates  should  be  reduced  as 
fast  and  as  much  as  Is  warranted  by  the  underlying  facts  of 
the  situation." 

Mr.  Post  made,  In  effect,  a  plea  that  the  Railroad  Labor 
Board  have  an  opportunity  to  show  whether  it  should  be  a  per- 
manent Institution  as  the  regulator  of  railroad  wages.  He  said 
the  board  should  grant  audience  to  representatives  of  the  pub- 
lic. The  committee,  he  said,  favored  repeal  of  the  "full  crew 
laws."  because  they  compel  needless  expenditure  by  the  roads 
of  vast  sums.  In  conclusion,  he  said: 

In  the  matter  of  railroad  rate  revision,  which  affects  so  vitally 
the  welfare  o  the  railroads,  as  well  as  the  public  generally,  your 
committee  calls  to  your  attention  and  asks  for  your  careful  considera- 
tion and  declaration  thereon,  an  urgent  appeal  made  by  several  loyal 
ifluentlal  member  organizations  of  the  chamber  against  political 
Pressure  being  brought  to  bear  upon  the  Interstate  Commerce  Com- 
mission while  engaged  In  considering  the  conflicting  claims  Involved 
therein.  It  Is  their  belief  that: 

So  long  as  the  law  stands  delegating  responsibility  and  authority 
to  the  Commission,  the  way  to  discuss  the  scope  thus  committed.  Is 
•Ither  to  confer  with  the  carriers  on  the  merits  without  attempt  at 
pressure,  or  before  the  Commission  In  the  same  atmosphere.  Any 
other  tendency  draws  us  away  from  ascertaining  what  Is  right  and 
expedient  In  the  general  Interest,  towards  concessions  to  the  loudest. 

The  Committee  has  made  no  recommendation  for  amendment  of 
the  transportation  act  of  1»20.  It  Is  of  opinion  that  a  longer  period 
of  time  should  elapse  during  which  business  conditions  and  railroad 
earnings  shall  regain  a  more  normal  status,  before  the  efficacy  of  that 
law  may  be  fairly  appraised.  When  changes  are  made  In  that  law.  If 
any,  they  should  come  as  the  result  of  demonstrated  failure  to  ac- 
'ompllsh  the  purposes  aimed  at  by  Congress  when  the  act  was 


The  Joint  Commission  of  Agricultural   Inquiry  appointed  by  Con- 
pess  In  July.  mi.  Is  also  holding  a  series^?  hearings  that  have  mn 
mport.nt  bearing  on  transportation.     This  commlsslOT   I,  Inve.Ngat" 
the  causes  of  the  present  condition  of  agriculture,  giving  special 
attention  to  the  marketing  and  transportation  facilities  of  the  country 
•commending   legislation    which    will    In    the   opinion 
tonal    body   tend    to   remedy   existing   conditions.      As 
t  has  submitted  only  a  preliminary  report,   but  It  has  announced 
that    In    Its   final    report   It    will    indu,!.-    the   results  of   a   nit  I 
•tudy  of  transportation   conditions  as  they  affect  agriculture 

The  Railroad   Labor  Board  Is  sitting  hi   slmost  contlnous  session 
In   Its  effort   to  fix   wsges   snd   working   conditions   that    will   be   lust 
1"*1      not   only    to  railroad   employe*,   but   to  the   railroads 
J**r*   °f   railroad    transportation,    and    to    the    general 
— *.j       **   already    made   substantial    reductions   In    the 
large  classes  of  railroad  employes,  and  It  Is  now 
I  "i"  l?0Srl£".lty  £f  further  reductions.    It  hss  set  aside  mnhy 
I  In   the  national   agreements   governing   working 

H  were   In   effect   during   the   war.   and   hss   formulated 

•  take  their  place     The  Board  Is  proceeding  In  an  orderly 
3L!  «ef         7'n         f»Ponslbllltles  placed  upon  It  by  the  transpor- 
>  act    and    It   seems   reasonable   to   expect   that   If  given   an   op- 
wtunlty    to   continue    Its    work    with    full  public    support    It    will    be 
1*  to  brlmt  nboiit   a   reduction   In   rallronrf  labor  cost   that   can  snd 
will  be  translated  Into  a  reduction   In   freight   rates 

state   Commerce   Commission    commenced    on    December 


complin 

A.  W.  Smith  Speaks 

Alexander  W.  Smith  of  Atlanta,  Oa.,  member  of  the  rail- 
road committee,  spoke  In  favor  of  the  recommendation  for  a 
commissioner  general  of  transportation.  He  reviewed  the  de- 
velopment of  the  various  forma  of  transportation  and  said  he 
believed  the  right  solution  of  the  railroad  problem  "Involves 
ultimately  the  existence  of  the  government  of  the  United  States." 

The  outstanding  feature  of  present-day  regulation  of  the 
railroads,  he  said,  is  that  the  regulatory  tribunal  Is  appealed  to 
by1  selfish  interests,  while  the  "general  good  of  the  community 
as  a  whole  has  bad  no  counsel  In  court  to  represent  Its  Interests." 
Continuing  he  said: 

Now  that  process  of  a  continual  and  everlasting  contest,  be- 
fore the  regulatory  bodies,  has  been  the  greatest  enemy  that 
the  carriers  themselves  could  possibly  have  had  to  confront  with. 
That  Is  not  my  own  Individual  opinion.  I  have  the  testimony  of 
very  hitch  authority  for  It.  I  hold  In  my  hand  a  quotation  from 
th.-  icon  oral  counsel  of  the  Association  of  Hallway  Executives 
deallnic  with  that  particular  subject.  What  does  ho  say? 

"Our  Idea  Rive*  deeper  than  the  mere  official  who  shall  repre- 
sent this  thnuKht  I  am  presenting  to  you.  It  Is  that  In  some 
way  there  shall  be  a  commissioner  of  transportation." 

I  didn't   know  how  nearly  we  had  come  to  giving  him  a  title 
A   bureau   of   transportation,   or  some   agrency   whose   duty   It 
ihall    be    to    form   an    opinion    from    an    Independent   study    of   the 
needs    of   American    commerce    and    to    present   that    to    the    rate- 
making    power    t<.    neutralize    those   agencies   which,    when    they 
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come  In  selfish  conflict,  the  railroad  demanding  more  revenue, 
and  the  public  which  has  to  pay  the  revenue  contesting  that  de- 
mand, shall  not  be  a  mere  flght  between  those  two  agencies  In 
which  the  railroads  in  the  end  must  fight  a  losing  battle,  but  shall 
be  between  a  responsible  governmental  agency  on  the  one  side  nrul 
any  Interest  that  may  take  a  different  view  on  the  other  side." 

Only  within  the  week  has  the  Secretary  of  Commerce,  a 
cabinet  officer  in  the  present  administration,  described  the  condi- 
tion that  I  am  now  attempting  to  present  to  you  as  a  "witch's 
cauldron,"  that  ought  to  be  eliminated  and  that  ought  to  give 
place  to  Intelligent  dinlnterested  discussion  of  these  questions, 
having  In  view  not  only  the  necessary  interest  of  the  contend- 
ing parties  but  the  wider,  greater,  deeper,  more  Important  In- 
terests of  all  the  people  of  the  United  States.  In  addition  to  that 
there  is  absolutely  no  coordination  and  no  cooperation  between 
the  innumerable  agencies  that  have  been  created,  which  have 
greater  or  less  effect  upon  transportation  in  all  of  its  ramifica- 
tions. I  requested  the  research  department  of  our  chamber  to 
collate  for  me  the  different  agencies  under  the  federal  govern- 
ment that  had  to  do  to  a  greater  or  less  extent  with  interstate 
transportation  as  It  affects  Interstate  commerce,  and  to  my  amaze- 
ment I  am  told  there  are  forty-two.  There  Is  not  a  state  in  the 
Union  that  has  not  at  least  one. 

That  there  is  a  need  for  the  coordination  of  these  various 
agencies  that  materially  affect  not  only  the  shipper,  not  only 
the  carrier,  but  you  and  me  and  everybody  else  in  the  United 
States,  is  not  original  with  the  railroad  committee  of  the  Chamber 
of  Commerce  of  the  United  States.  We  do  not  claim  to  have  ad- 
vanced anything  original  In  this  suggestion,  and  we  have  simply 
tried  to  crystallize  and  to  put  in  form  for  discussion  and  con- 
sideration the  thought  that  has  been  in  the  minds  of  thinkers 
on  this  subject  for  years  and  for  years. 

Mr.  Smith  scouted  the  idea  that  appointment  by  the  Presi- 
dent of  a  commissioner  general  would  inject  politics  into  the 
railroad  problem.  He  said:  • 

Well.  I  don't  know.  It  seems  to  me  that  it  has  been  rather 
prevalent  opinion  for  several  years  past  that  there  has  been  a 
great  deal  of  politics  In  the  transportation  question  as  it  is  being 
operated  now. 

I  assume  that  any  man  who  ever  achieves  the  distinction  of 
becoming  President  of  the  United  States  will  be  endowed  with 
at  least  ordinary  intelligence — ordinary  intelligence,  that  intelli- 
gence that  w'ould  permit' any  man  who  is  superior  to  a  half  wit 
in  his  intellect  to  do  those  things  that  would  tend  to  bring  him 
Into  good  repute  rather  than  Into  bad  repute.  I  take  it  for  granted 
that  if  this  office  was  created  and  this  man  charged  with  these 
awful  responsibilities — for  there  is  going:  to  be  the  trouble  to  find 
any  man  who  is  big  enough,  broad  enough  and  experienced  enough 
to  reach  the  ideal  of  this  committee  to  say  the  least  of  it  who 
can  discharge  those  functions.  Whatever  he  did  would  be  the 
direct  act  of  the  President  of  the  United  States,  would  react  di- 
rectly upon  the  President  of  the  United  States.  His  success 
would  be  the  success  of  the  President  of  the  United  States-  his 
failure  would  be- the  failure  of  the  President  of  the  United  States 
And  that  is  why  you  do  not  find  in  this  recommendation  any  pro- 
vision that  the  man  who  shall  fill  that  office  must  be  appointed 
by  and  with  the  consent  of  the  Senate  of  the  United  States  We 
do  not  want  the  political  consideration  that  might  affect  the 
senators  of  the  United  States  in  approving  the  selection  of  that 
man  to  be  injected  into  the  situation. 

Alba   B.  Johnson  Attacks   Report 

Alba  B.  Johnson,  president  of  the  Railway  Business  Asso- 
ciation, was  the  first  to  attack  the  recommendation.  He  said: 

The  Railway  Business  Association,  of  which  I  am  president 
and  national  councillor,  unanimously  adopted  in  annual  meeting 
on  February  1  a  resolution  opposing  the  creation  of  a  Commis- 
sioner General  of  Transportation  for  the  purposes  set  forth  in 
the  report  of  the  railroad  committee,  and  specified  the  following 
reason: 

An  officer  designated  as  the  President's  representative  to  dis- 
cuss railway  problems  with  committees  of  Congress  and  federal 
agencies,  including  the  Interstate  Commerce  Commission,  would 
be  a  wholly  new  feature  in  our  government,  for  which  we  see  no 
occasion  and  in  which  we  fear  the  possibility  of  pressure  tending 
to  Impair  the  independence  of  those  charged  with  railway  regu- 
lation or  legislation. 

Our  General  Executive  Committee,  which  on  January  31  unani- 
mously recommended  such  action,  requested  me  to  appear  at  this 
meeting,  support  that  resolution  and  advance  an  alternative  pro- 
posal for  a  channel  through  which  organized  business  can  im- 
press its  views  respecting  railways  upon  federal  officers  and 
agencies. 

I  invite  your  attention  to  the  following  aspects  of  the 
subject: 

1.  Creation  of  a  Commissioner  General  of  Transportation 
would  be  a  departure  in  our  form  of  government  and  is  not  ripe 
for  a  referendum:  Congress  or  its  divisions  from  time  to  time 
receive  communications  from  the  President  in  his  official  capacity. 
Hitherto  such  advice  has  come  either  directly  from  the  President 
or  through  executive  officials  exercising  power  over  the  subject 
and  owing  responsibility  therefor  directly  or  indirectly  to  the 
President.  Members  of  Congress,  on  the  other  hand,  are  some- 
times informed  of  the  President's  views  through  channels  other 
than  these.  When  that  course  is  pursued  It  is  in  his  capacity 
not  as  President  but  as  party  leader  or  as  a  citizen.  In  that 
case,  the  emissary,  whatever  may  happen  to  be  his  official  status, 
if  any.  Is  acting  for  the  moment  unofficially  and  without  govern- 
ment responsibility. 

What  Is  now  proposed  is  that  an  individual  shall  express  the 
President's  views  to  committees  of  Congress  on  a  subject  in  rela- 
tion to  which  the  emissary  has  no  official  power  of  responsibility 
Yet  he  Is  not  an  employe  of  the  President's  party  or  of  the 
President  personally  but  an  employe  of  the  government  He  has 
authority  to  require  Information  from  all  departments.  He  has 
the  explicit  duty  of  reporting  recommendations  to  the  President. 

Similar  but  not  quite  the  same  comment -as  that  which  ap- 
plies to  Congress  may  be  made  with  reference  to  federal  admin- 
istrative boards.  Our  pertinent  illustration  is  the  Interstate 
Commerce  Commission.  The  commission  has  statutory  power  and 
duty.  It  is  responsible  for  the  results  of  Its  course.  Its  ad- 
ministration of  the  law  is  theoretically  based  upon  its  indepen- 
dent judgment.  In  adjudicating  the  rights  of  those  who  com- 
plain of  discriminations  It  Is  In  effect  a  court.  Whether  exer- 
cising business  judgment  as  to  wise  rate  levels  or  Judicial  au- 
thority in  the  correction  of  discriminations,  the  Commission  has 


enjoyed  until  recently  a  large  degree  of  immunity  from  exec- 
utive suggestion.  In  the  past  when  a  President  transmitted 
views  upon  rate  cases  his  messenger  took  great  pains  to  em- 
phasize by  secrecy  the  unofficial  character  of  the  message.  Knowl- 
edge of  it  reached  the  public  only  by  whispered  rumor.  During 
federal  control  the  Director-General  made  the  rates  but  this  was 
under  a  war  emergency  measure  which  subjected  the  Commission 
not  to  subordination  but  to  suspension. 

Uelinquishment  .of  the  roads  to  their  owners  restored  the 
previous  legal  status.  Unfortunately  the  previous  practice  was 
not  fully  restored.  Executive  suggestion  both  Presidential  and 
cabinet  has  been  frequent  and  open.  A  week  ago  today  it  was 
made  formal,  the  Secretary  of  Commerce  making  oral  recom- 
mendations to  the  Commission  respecting  its  rate  policy. 

It  is  this  tendency  which  is  sought  to  be  made  official,  for- 
mal and  permanent  through  the  creation  of  a  Commissioner-Gen- 
eral of  Transportation.  As  applied  to  the  Commission  it  is  a  de- 
parture in  our  process  of  government. 

If  it  is  wise  to  have  a  Commissioner-General  of  Transporta- 
tion it  is  wise  to  have  commissioners-general  of  communication, 
agriculture,  forestry,  mining,  banking,  manufactures,  commerce, 
labor,  and  education.  The  principle  once  established,  cannot  be 
limited. 

Objections  to  the  project  on   its  merits  can  be  briefly  stated. 

So  long  as  we  keep  our  legislative  and  executive  separate, 
Congress  has  an  independence  for  us  to  maintain.  Executive 
pressure  tends  to  break  down  that  independence. 

Administrative  boards  like  the  Interstate  Commerce  Com- 
mission by  the  terms  of  their  establishment  are  still  further  pro- 
tected. Such  boards  are  quasi-judicial  and  quasi-expert.  They 
adjudicate  right  and  wrong  and  they  also  exercise  business  dis- 
cretion. Either  function  involves  judgment.  The  commissioners 
concentrate  upon  their  subject.  They  deal  with  it  continuously. 
Their  ierms  are  six  years  as  compared  with  four  for  the  Pres- 
ident and  re-appointment  is  customary.  They  have  a  cumulative 
experience.  They  have  a  broad  basis  of  comparison  and  famil- 
iarity with  precedents.  They  carry  a  responsibility  for  the  ag- 
gregate results  of  their  work.  Their  judgments  are  those  of  an 
authority.  Not  even  the  Supreme  Court  reviews  those  judgments 
except  as  to  the  single  aspect  of  jurisdiction.  Either  the  statute 
bestows  a  given  power  or  it  does  not.  If  it  does,  the  board  has 
the  last  word. 

Orderly  procedure  is  of  the  essence.  Independence  Is  vital. 
Clamor  is  the  petulance  of  those  seeking  privileges.  Pressure  is 
scandalous.  To  Congress  the  President  or  his  subordinates  may 
suggest  policies,  but  contrary  to  the  common  habit  of  thought 
the  Interstate  Commerce  Commission  is  an  arm  not  of  Congress 
but  of  the  government  as  a  whole,  created  by  joint  action  of 
Congress  and  the  President,  and  its  limits  defined  by  the  Su- 
preme Court. 

If  the  proposed  Commissioner  did  not  exert  influence  he 
would  be  useless.  If  he  did.  he  would  be  mischievous.  The  basic 
idea  is  meddlesomeness.  If  the  executive  department  has  juris- 
diction it  can  carry  out  its  views  without  appeal  to  any  other 
branch  of  the  government.  If  the  executive  department  lacks  a 
jurisdiction  which  it  ought  to  have,  the  remedy  is  to  confer  the 
jurisdiction  with  power,  not  to  set  up  advisory  functions.  If  a 
branch  of  the  government  other  than  the  executive  has  jurisdic- 
tion and  this  is  a  mistake  the  jurisdiction  should  be  placed  else- 
where or  the  function  abolished.  If  it  is  where  it  belongs  the 
tribunal  carrying  the  responsibility  should  be  respected  and  kept 
free  from  executive  encroachment. 

Co-ordination  is  a  ghastly  nightmare.  As  we  learned  in  the 
war,  attempts  at  it  brought  us  to  the  brink  of  disaster.  The  only 
workable  course  when  two  authorities  conflict  is  to  place  one 
above  the  other,  with  power  not  to  advise  but  to  decide.  The 
most  conspicuous  field  of  conflict,  actual  or  apprehended,  is  be- 
tween the  Commission  and  the  Labor  Board.  We  doubt  that 
public  opinion  is  sufficiently  crystallized  to  formulate  a  remedy, 
but  whatever- the  remedy  the  co-ordination  should  unify  power 
and  not  amplify  advice. 

2.  The  prominence  given  to   this   project   may  convey  to   the 
country   the   impression   that   the   chamber   acquiesces    in   exertion 
of  political  pressure  in  rate  revisions:     It  is  futile  and  feeble  for 
us    to    hide    from    ourselves    the    seriousness    of    the    juncture    at 
which  we   stand.     If  we   fail    in   the  present  experiment  with   reg- 
ulation,   the    outcome    will    be    government    ownership.      I    do    not 
know   of   any   competent    observer   who   doubts    it.      If   we   cannot 
regulate    railroads    we    cannot    regulate    banking    or    business    or 
agriculture  or  labor.     If  the  government  cannot  regulate,  it  must 
own  and  operate  all  these  activities.     When  that  time  comes  the 
map-makers     may     continue     to     label     a     certain     North     Amer- 
ican area  the  United  States,  but  it  will  not  be  the  kind  of  United 
States  you  and  I  think  worth  living  in  or  preserving.     The  back- 
ground  of  this   railway  problem  is  our  whole  political  and   econ- 
omic  life.     The   railroads  are   the  first   trench.     We   must   hold   it. 

Whether  we  hold  that  trench  or  not  will  depend  upon  our 
railway  policy  and  its  administration.  Adequacy  of  income  as  a 
statutory  aim  of  regulation  is  fighting  for  its  existence  against 
the  forces  of  repeal.  The  chamber  stands  solidly  against  such 
repeal. 

Adequacy  of  income  in  its  practical  application  by  the  In- 
terstate Commerce  Commission  is  fighting  for  its  life  against  the 
forces  of  special  interest  and  irresponsible  pressure.  Upon  this 
apect  the  Chamber  has  not  spoken.  There  is  need  for  it  to  speak. 

3.  Organized    business    should    provide    and    maintain    means 
of   its   own   for   presenting   business    opinion    upon    railroad    ques- 
tions  to    those    charged    with    regulation    or   legislation-      In    that 
direction   the   chamber   has   done   much.     It   could   do   much    more 
It  would  be  a  great  piece  of  good  fortune  if  the  discussion  of  the 
railroad    committee    report   should    lead    to    the   development   of   a 
more  comprehensive  plan.     Such  a  result  of  this  debate  would  be 
logical,    since    we   all    know   that   the   object   in    the   minds   of   the 
railroad  committee  was  and   is  an  improvement  in   the  means  for 
attaining  and   preserving  the  vigor  of  our  transportation   system. 

W.   C.    Redfield 

William  C.  Redfield,  former  Secretary  of  Commerce,  said 
the  organic  law  creating  the  Department  of  Commerce  contained 
a  provision  practically  identical  with  the  recommendation  of  the 
committee.  He  said: 

I  think  T  betray  no  confidence  in  the  saying  that  I  am  told 
that  the  committee  making  this  report  consulted  my  friend  and 
successor.  Secretary  Hoover,  on  this  matter,  and  that  he  did  not 
say  to  them,  at  least,  that  the  powers  already  existed  by  law 
but  as  I  am  told,  he  did  say  that  it  would  be  well  if  they  did 
exist  to  have  them  inhere  in  the  Secretary  of  Commerce 

I  am  here  now  to  say  that  the  committee  and  the  secretary 
appear  not  to  have  looked  at  the  fundamental  law,  the  organic 
law  of  the  Department  of  Commerce,  for  it  provides  what  is  here 
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provided,  in  language  of  striking  similarity.  I  read  from  the 
committee's  report: 

•There  should  be  some  governmental  agency  adequately 
equipped  having  appropriate  jurisdiction  and  the  duty  to  promote, 
sustain  and  develop  the  transportation  facilities  of  the  country." 
And  I  read  from  the  organic  act  of  the  Department  of  Commerce: 
"It  shall  be  the  duty  of  said  Department  to  foster,  promote  and 
develop  certain  things  and  the  transportation  facilities  of  the 
United  States." 

The  language  of  the  organic  act.  the  powers  of  the  Secretary 
of  Commerce,  are  almost  precisely  those  which  are  here  provided 
by  the  committee's  report.  Hut  I  am  quite  aware  that  that  fact 
Is  not  generally  known.  Nevertheless  it  Is  a  fact  that  those 
powers  have  been  exercised  in  very  much  the  way  that  the  Com- 
mittee's report  calls  for.  c 

I  hold  In  my  hand  a  brief  of  the  Secretary  of  Commerce  be- 
fore the  Interstate  Commerce  Commission.  Intervening  before  said 
Commission  In  the  case  of  the  Solvay  Process  Company,  against 

Delaware.  Lackawanna  £  Western  Railroad  and  William  G. 
\!  V'ioo.  Director-General  of  Railroads,  and  this  brief  recite*  the 
organic  law  In  the  first  Instance  and  the  duties  of  the  Secretary 
of  Commerce  to  foster,  promote,  and  develop  the  transportation 
facilities  of  the  United  States.  It  proceeds  to  quote  the  act 
further,  "that  the  Secretary  of  Commerce  shall  report  such  work 
done  by  the  Department  In  fostering,  promoting  and  developing 
the  transportation  facilities  of  the  United  States.  He  shill  aim.." 
says  the  law.  "make  from  time  to  time  special  Investigations 
and  reports  as  require  to  b«  dune  by  the  President  or  by  either 
House  of  Congress  or  which  he  himself  may  deem  necessary  and 
urgent."  Very  broad  and  comprehensive  powers. 

Under  those  powers  this  act  of  Intervention  took  place  In  a 
case  where  It  was  deemed  oppressive  to  exact  certain  rates  from 
a  private  manufacturing  corporation.  On  learning  the  facts,  the 
Secretao  'nerce  Intervened  in  behalf  of  the  corporation 

oppressed  against  the  Dlrector-Oeneral  of  Railroads  b  fore  ti,. 
Inter-tat-  Commerce  Commission.  Incidentally,  we  beat  It. 

The   first   part   of   the   t.  •  •  *   that   transportation    under 

the  decisions  of   the  Supreme  Court   Is  an  essential   part   of  com- 
merce.     Commerce    means    and    Includes    transportation.      It    . 
ceeds  thus: 

"Since  transportation  Is  an  essential  element   ••:  ••.  so 

that  without  It  there  could  be  no  commerce — as  your  first  speaker 
ably  said — either  foreign  or  domestic.  It  is  clearly  Imposed  upon 

Department    of   Commerce   as   Its   normal   duty   under 
ganlc   law   to   take  such   steps  as  are   within   Its   pi.  •  ~ure 

that  transportation  Is  not  only  not  encumbered  with  unjust  and 
unreasonable  restrictions  but  that  It  Is  u[>on  the  contrary  facili- 
tated as  mm  h  as  possible.  It  Is  not  necessary" — this  Wan  not  meant 
to  be  prophetic,  gentlemen — "It  ••  «»ar>  that  thi-re  rhall 

be  a  specific    >  ferrlng   upon  the   Department   •  f 

Commerce  of  the  Secretary  of  Comnv  f  assisting  In 

any  cause   which  affects  the  promotion  and   devt- lopm*-nt   of   .  .  m- 
•i-  rluht   of  the  Secretary  of  Commen  e   to  appear   In  any 
<ause   which   may  directly  or  Indirectly  «f  -  reign  and  do- 

and   the   transportation   facilities   of   tin-    United 
States,    Is   clear." 

In  this  the  right  to  Intervene  was  granted  on  th..-e  premises. 
It  proceeds: 

"In  this  action  the  Secretary  of  Commerce  appear*  for  the 
whole  people  of  the  United  States."  That  Is  very  mu>-h  what 
your  report  says  ought  to  be  done,  "who  had  Itnpoced  upon  him 
a  mandate  to  foster,  promote  and  develop  their  commerce.  .  r 
which  transportation  Is  an  essential  part.  And  It  end*  with 
the  conclusion,  after  reciting  the  facts.  "It  Is  respectfully  urged 
on  behalf  of  the  commerce  <•!  the  United  Statin  that  the  • 

he   Railroad   Administration    In  doubling   a   rate   whli  h    In   my 

belief  the   testimony  shows  to  be  profitable.  Is  an  oppressive  act. 

Injurious   not    only   to   the   parties  directly  Mi." 

the    country    through    lit     normal     re  i  That 

It   cannot    be   justified    by    the   needs  of   general    revenues   for   the 

entire  federal   railroad  system  and   that   It   should   be   r<-vo|«-<i  «nd 

a  rate  substantially  the  same  as  the  original    IS  cent*   per  gross 

-hould   be   establish- 

The  Railroad  Administration  asked  to  have  the  case  reopened 
and  again  we  Intervened,  and  the  reopening  was  refused  I 
••••r  that  as  a  contribution  to  the  discussion  as  shown.  In 
my  Judument  —  I  am  not  a  lawyer — that  If  this  report  should  be 
adopted  It  should  carry  with  It  a  motion  to  repeal  the  present 
law  to  almost  precisely  the  same  effect. 

Howard  Elliott  Oppoiet  Report 

Howard  Elliott,  chairman  of  the  Northern  Pacific,  said  he 
wan  not  * p<-ak Ing  as  •  railway  executive,  but  rather  an  a  member 
of  the  Chamber's  committee  on  transportation  and  commerce. 
!<>•  ret.-rr.'.i  to  the  transportation  act  as  a  "guide-post"  set  up 
after  yearn  of  study  and  Invalidation,  and  asked  whether  It 
was  a  good  Idea  to  act  It  aside  for  something  else. 

"If  this  report  in  to  be  adopted  as  the  sober  thought  of 
the  great  advisory  council  of  th<>  Chamber  of  Commerce,  tht-n 
what  happens?"  he  inquired.  "Are  you  going  to  Congress?  The 
only  way  you  can  do  It  in  to  go  to  Congress.  They  have  talked 
this  thing  OV.T  and  over  again  and  they  produced  a  bill.  You 
go  to  Congress  now  with  a  desire  to  change  it.  You  run  a  very 
great  risk  that  you  may  change  It  for  the  better  In  this  respect. 
If  It  Is  for  the  better,  but  you  open  the  door  and  you  may  de- 
molish your  entire  transportation  act  before  It  has  been  tried 

to  see  whether  it  Is  a  good  law  or  a  bad  law.  And  It  haa 
many  good  thing*  in  It.  You  reopen  and  start  In  again  on  a 
new  (li«ru.««ion  of  whether  the  transportation  act  Is  right  or 
wrong,  and  you  open  a  Pandora's  box.  and  you  do  not  know 
what  you  will  get  out  of  it." 

Klliott  said  the  Association  of  Railway  Executives  and 

other  organizations  were  at  work  on  the  transportation  act  to 

see  whether  any  suggpstlons  rould  be  made  that  might  be  worth 

>at   it   would  b«>  a  mistake  to  hurry.     HP  sug- 

li<>  report  be  taken  home     that  the  committee  con- 

with  the  railway  executives,  the  National  Industrial  Traffic 

league,  and  farmer*'  organizations.    Concluding,  he  said: 

think    tw  .ne   nf   you.   >>•  •  take 

P   that   In   Koine   to   muddle   up   this   unfortunate   .-it nation 

more   than   It   is   today.     You   may  get  out  of  the   frying   pan  of 


very  difficult  conditions.  I  will  admit,  but  we  will  get  over  them 
and  you  will  get  into  far  worse  ones.  If  there  is  any  one  thing 
on  earth  that  business  wants  today  and  that  the  railroads  want 
today.  It  Is  a  cessation  of  the  interminable  and  never  ending  in- 
vestigations, first  by  one  body  and  then  by  another  body  and 
then  by  another  body,  no  that  the  managing  men  of  these  great 
Industrial  properties,  instead  of  devoting  their  time  to  serving 
the  public  and  building  up  their  business  and  perfecting  their 
processes,  are  pulled  from  pillar  to  post  about  many  inconsequen- 
tial things. 

So  I  aay.  gentlemen,  and  I  beg  of  you  to  think  carefully  be- 
fore you  endorse  this  proposition  without  having  had  more  time 
than  you  have  had  to  think  it  over.  They  say  we  want  a  naval 
holiday  for  ten  years.  The  country  believes  In  It.  Let  us  have  a 
holiday  for  two  years  about  the  discussion  of  the  railway  prob- 
lem and  let  us  go  ahead  and  tend  to  business. 

Chandler  Agrees  with   Elliott 

President  Chandler  of  the  National  Industrial  Traffic  League, 
speaking  briefly,  paid  he  wished  to  indorse  what  Mr.  Elliott  had 
said.  He  remarked  that  It  was  the  first  time  in  his  life  that  he 
had  agreed  with  Mr.  Elliott,  as  they  had  differed  hundreds  of 
times  on  transportation  matters. 

Emll  P.  Albrecht.  president  of  the  Philadelphia  Bourse, 
spoke  along  similar  lines,  saying  he  favored  leas  regulation. 

"There  is  altogether  too  much  regulation  by  people  who  do 
not  know  the  business,"  said  he.  "Let  us,  for  heaven's  sake, 
leave  the  people  that  understand  the  business  in  charge  of  their 
own  properties  for  a  while  and  see  whether  they  have  not 
knowledge  enough  gained  in  all  of  these  years — experience 
enough  that  will  enable  them  to  get  out  of  the  hole  before  we 
put  any  more  obstacles  In  their  way." 

At  the  night  session  of  the  Council,  February  8,  addresses 
were  made  by  Secretary  of  Commerce  Hoover  and  Senator 
Cummins. 

Senator  Cummins  spoke  in  favor  of  consolidation  of  the 
railroads  into  a  limited  number  of  systems,  defended  section  15a 
and  explained  the  situation  with  regard  to  intrastate  rates. 

"If  I  can  prevent  it,"  said  he,  "section  15a  will  not  be  re- 
pealed." 

As  to  the  Intrastate  rate  situation,  he  took  the  same  position 
that  he  had  taken  during  the  hearings  on  the  Capper  and  Nichol- 
hon  bills — that  Congress  had  not  intended  to  give  the  Commis- 
sion absolute  control  over  Intrastate  rates,  but  simply  the  power 
to  remove  discrimination  against  Interstate  commerce. 

Speaking  of  the  demand  for  rate  reductions,  he  said  if  Con- 
gress should  attempt  to  reduce  ratcs./lt  would  not  only  be  a 
travesty  on  justice,  but  would  violate  the  Constitution  so  shock- 
ingly that  It  would  affront  the  intelligence  of  the  people. 

"If  the  Interstate  Commerce  Commission  should  conclude 
that  lower  rate*  would  produce  a  greater  net  income,  It  would 
be  Its  duty  to  reduce  them."  said  he.  "but  unless  It  so  concludes 
there  Is  nothing  to  do  but  to  await  the  gradual  attrition  of 
affairs  and  the  Inevitable  adjustment  that  must  go  forward  until 
it  is  complete." 

The  senator  said  the  fact  was  that  at  the  present  time  the 
business  of  the  country  was  unable  to  sustain  the  railroads. 

"The  great  overpowering  reason  Is  that  the  country  has  not 
the  purchasing  power  to  pay  the  rates  which  are  Insufficient 
In  themselves  to  maintain  the  properties  of  the  roads,"  said  he. 

The  senator  said  he  believed  that  It  would  have  been  a 
wise  act  for  the  railroads  to  have  cut  rates  on  agricultural 
products  "to  the  very  point  of  bankruptcy." 

He  reiterated  his  belief  that  unless  the  railroads  were  con- 
solidated Into  a  limited  number  of  systems,  government  owner- 
ship would  come,  although  he  said  he  was  unalterably  opposed 
to  government  ownership. 


S 


Secretary  Hoover's   Remarks 
ecretary  Hoover  said: 


I  was  Invited  to  speak  to  you  for  a  moment  upon  the  pro- 
posal made  to  the  chamber  for  the  establishment  of  a  commis- 
sioner of  railways.  I  presume  that  this  project  arises  from  the 
desire  of  the  business  community  that  there  should  be  some 
agency  In  the  government  that  gives  constant  study  and  consid- 
eration to  the  development  of  our  transportation  facilities  as  a 
national  Industrial  unit,  rather  from  the  point  of  view  of  their 
development  than  from  the  point  of  view  of  regulation. 

I  nave  not  heard  the  argument  made  before  you  but  I  as- 
sume also  that  there  has  been  some  desire  that  there  should  be 
some  agency  In  the  government  that  would  act  as  a  neutral  In 
the  presentation  of  the  Interests  of  the  public  ss  a  whole  In  dis- 
putes between  shippers  and  the  railways.  Now,  there  Is  a  great 
field  for  a  further  expansion  of  governmental  activity  In  this 
direction,  more  especially  as  the  day  Is  coming  when  \M-  must 
consider  the  co-ordination  of  our  railway  transportation  with 
that  of  the  public  roads  and  the  treat  waterways,  and  In  addi- 
tion to  that,  our  overseas  transportation. 

Today  there  Is  no  co-ordination  li.-twccn  these,  four  ni'cat 
bases  of  transportation.  There  does  need  to  he  constant  illumi- 
nation of  the  public  mind  on  the  whole  question  nf  the  more  ef- 
ficient management,  the  more  efficient  co-ordination  and  the  more 
•".mlc  handling  of  our  governmental  agencies  In  respect  to  all 
these  purposes  It  hn«  been  suggested  that  such  an  agency  of  the 
Kovernment  should  h«-  created  as  an  Independent  agency  acting 
tllrectly  under  the  President.  I  hope  that  In  the  course  of  the 
next  month  or  two  the  committee  on  reorganization  of  the  f.-'l- 
eral  government  will  have  presented  the  results  of  Its  long  study 
to  Congress.  You  will  find  when  thnt  study  is  presented  that 
one  of  the  chief  objectives  Is  the  elimination  of  some  25  or  3« 

:idy    acting    Independent    agencies    In    the    federal    governm 

of  the  principles  upon  which  that  committee  Is  acting  Is 
that  the  government  should  he  *n  reorKanlred  that  the  members 
of  the  Cabinet  as  the  administrative  vice  presidents  ID  the  gov- 
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ernment  sitting  twice  weekly  with  the  President  should  be  able 
to  reflect  to  him  all  of  the  strictly  administrative  organs  in  the 
whole  federal  machinery.  Therefore.  I  doubt  whether  you  will 
find  any  great  enthusiasm  among  those  of  us  who  have  been 
deeply  concerned  in  securing  a  more  efficient  federal  machine  to 
the  creation  of  an  additional  agency  at  this  time. 

I  understand  that  the  question  was  raised  this  afternoon  as 
to  the  organic  powers  of  the  Secretary  of  Commerce.  The  or- 
ganic act  In  these  provides  that  the  Secretary  of  Commerce  de- 
vote himself,  among  other  things,  to  the  promotion  of  transporta- 
tion. Perhaps  because  there  has  been  no  general  demand  for 
the  consideration  of  transportation  in  some  new  views,  perhaps 
because  this  question  of  co-ordination  of  overseas  transportation 
of  the  great  waterways,  of  the  public  roads,  and  the  railways, 
had  not  become  a  matter  of  pressing  Importance,  there  has  been 
no  development  to  that  sid«  of  the  Department  of  Commerce. 
Perhaps  also  failure  In  that  regard  Is  due  to  the  fact  that  the 
department  has  never  had  an  appropriation  to  enable  it  to  even 
employ  a  stenographer  for  such  a  purpose.  Now,  1  do  not  want 
to  be  taken  at  the  moment  as  advocating  this  particular  meas- 
ure, although  I  am  convinced  that  there  does  lie  a  large  field  in 
which  a  service  to  the  public  could  be  made,  but  we  are  in  a 
state  of  flux  in  our  entire  relationship  to  transportation.  My 
own  thought  Is  that  within  a  measurable  number  of  years  we 
will  probably  have  arrived  at  the  creation  of  an  actual  secre- 
taryship of  transportation.  At  the  present  moment  we  have  an 
enormous  mercantile  marine  in  process  of  liquidation  from  gov- 
ernment ownership.  That  liquidation  can  be  most  ably  carried 
out  by  a  body  especially  appointed  for  that  purpose,  much  more 
<iDly  carried  out  than  it  could  be  done  in  a  purely  departmental 
manner.  Our  public  roads,  the  method  and  the  interest  of  the 
federal  government  is  still  somewhat  undefined  and  the  develop- 
ment of  our  relationship  to  railway  problems  will  receive  a  great 
deal  of  advancement  during  these  next  two  years.  It  is  quite 
possible  that  a  general  consolidation  of  the  many  organs  of  the 
government  together  under  a  secretaryship  of  transportation  may 
be  advisable.  Nor  would  my  thought  in  that  direction  lead  to- 
wards the  absorption  of  such  institutions  as  the  Interstate  Com- 
merce Commission,  because  the  one  thing  we  do  need  in  the  fed- 
eral government  today  from  a  point  of  view  of  organization  is 
a  sharp  differentiation  between  those  arms  of  government  that 
have  to  do  with  judicial  and  semi-judicial  functions  over  those 
of  a  purely  executive  order. 

The  Interstate  Commerce  Commission  today,  however,  has  a 
number  of  executive  functions.  Those  functions  are  constantly 
incrasing  under  the  legislation  with  which  they  are  constantly 
deluged.  The  time  will  come,  if  it  has  not  already  arrived,  when 
the  government  itself,  in  order  that  it  may  serve  its  best  pur- 
pose, should  be  relieved  of  its  purely  administrative  functions 
and  should  be  held  strictly  to  its  judicial  and  its  semi-judicial 
functions. 

I  present,  therefore,  those  arguments  for  your  consideration. 
They  are  not  very  conclusive,  but  they  represent  so  far  as  thought 
in  this  matter  has  progressed  on  my  own  part. 

I  had  not  intended  to  have  spoken  generally  upon  the  rail- 
way situation,  more  especially  as  I  have  recently  inflicted  my- 
self upon  the  public  and  upon  all  of  you  by  virtue  of  the  reprint 
by  your  association  of  some  remarks  that  were  made  last  Thurs- 
day to  the  Interstate  Commission.  If  it  is  of  service  to  the  coun- 
try for  the  secretary  of  Commerce  to  appear  periodically  before 
the  Interstate  Commerce  Commission  to  point  out  the  general 
economic  situation  of  the  country  as  he  sees  it  in  the  bearing 
that  it  has  upon  railway  problems,  that  is,  already  provided  for. 
If  the  law  and  if  your  body,  as  you  did  on  the  last  occasion, 
come  again  to  the  conclusion  that  such  presentations  are  use- 
ful and  helpful  I  have  no  doubt  that  such  service  will  be  given. 
My  friend,  Senator  Cummins,  has  given  to  you  in  a  very  short 
space  of  time  the  essence  of  the  entire  railway  situation,  and  I 
should  like  to  add  just  one  or  two  thoughts  to  the  presentation 
that  he  made. 

The  Esch-Cummins  Act  has  not  as  yet  had  a  real  trial,  it 
has  not  had  a  fair  chance.  It  came  into  being  at  a  moment  when 
we  were  projected  into  the  most  violent  series  of  readjustments 
that  an  economic  group  of  this  world  has  ever  passed  through. 
The  senator  has  mentioned  the  fact  that  perhaps  through  at- 
tribution we  will  secure  a  final  basis  of  readjustment  upon  which 
we  can  build  ideals.  I  do  not  know  that  many  people  realize 
that  the  average  drop  in  the  price  of  commodities  through  the 
United  States  in  less  than  18  months  has  been  nearly  58  per  cent. 
We  have  never  in  the  history  of  the  world  seen  a  drop  of 
values  of  such  velocity  as  this.  We  have  seen  a  shrinkage  of 
probably  50  billions  of  dollars  in  the  value  of  circulative  com- 
modities in  that  period.  And  that  this  country  has  been  able  to 
maintain  its  productivity,  to  maintain  as  large  a  portion  of  labor 
employed  as  it  has,  that  its  railways  have  not  gone  into  the 
hands  of  the  receivers,  that  our  banks  have  not  been  the  scenes 
of  panics  is  to  me  a  matter  of  daily  marvel.  The  fact  is  we  have 
gone  past  the  danger  point. 

The  Esch-Cummins  Act  is  indeed  a  new  venture  in  govern- 
ment relationship  to  private  enterprise.  We  have  tried  unlim- 
ited monopoly  on  one  hand  and  demonstrated  it  is  a  failure.  It 
was  a  long,  bitter  battle  by  which  the  public  won  the  control 
over  the  railways.  The  war  came  on  and  we  tried  government 
operation  of  railways. 

We  have  had  enough  experience  with  that  for  the  present. 
The  great  and  difficult  problems  of  this  kind,  as  I  have  pointed 
out  before,  really  find  their  solution  through  great  processes  of 
trial  and  error.  We  tried  unlimited  monopoly;  we  tried  govern- 
ment operation,  and  they  both  proved  their  error.  The  Esch- 
Cummins'  act  tries  to  bring  about  the  constructive  operation  of 
the  railways  under  private  enterprise,  reserving  the  essence  of 
individual  Initiative,  freeing  the  railways  from  the  beaurocracy 
of  government  control,  and  establishing  a  basis  of  proper  treat- 
ment of  the  public.  All  the  criticism  of  the  rule  of  rate  making 
of  the  transportation  act  that  I  have  received  seems  to  revolve 
upon  the  idea  that  that  is  some  guaranty.  It  is  not  a  guaranty, 
but  a  goal.  If  we  had  been  asked  three  years  ago  whether  the 
government  would  have  guaranteed  six  per  cent  upon  o>ir  rail- 
ways we  would  have  thought  it  was  indeed  a  moderate  return 
for  enterprises  so  great.  As  a  matter  of  fact,  the  railways  have 
been  In  operation  for  a  year  and  a  half  under  the  act.  They  have 
not  earned  a  six  per  cent  and  the  public  has  not  been  called  upon 
to  pay  the  difference.  In  other  words  section  15-a  of  the  trans- 
portation act  Is  not  a  guaranty — it  Is  a  hope.  And  it  is  a  hone 
that  must  be  realized,  for,  unless  it  can  be  realized  we  shall  be 
strangled  in  the  toils  of  our  own  railways. 

The   most  fundamental   necessity   of  this   country  today   is   to 
reinitiate  maintenance  and  betterment  and  expansion  of  these  rail- 
ways— unless  we  can  restore  confidence  in  the  railways  as  an  in- 
stment   we   cannot   expect  that   period   of   construction   to   come 

Someone  challenged  a  day  or  two  ago  the  fact  that  the  pub- 


lic had  lost  confidence  In  the  railways  as  an  investment.  Since 
that  time  I  have  had  an  inquiry  made  as  to  the  average  rate 
of  interest  paid  by  the  railways  on  their  bonds  during  the  past 
months,  and  find  that  it  exceeds  the  supposed  guaranty  of  six 
per  cent  by  some  one  and  one-half  per  cent  on  an  average. 
There  Is  nothing  short  of  bankruptcy  in  front  of  an  industry 
that  must  borrow  money  at  one  and  one-half  per  cent  per  annum 
above  the  rate  it  Is  permitted  on  average  to  earn.  But  I  do  not 
look  with  entire  lack  of  hope  on  this  situation.  It  does  appeal 
to  me  that  an  economic  system  and  a  people  that  can  stand 
such  a  violence  as  we  have  gone  through  in  the  last  eighteen 
months  can  stand  another  twelve  months  of  it,  and  during  the 
next  twelve  months  there  is  no  reason  why  we  should  not  show 
steady  progress  in  the  expansion  of  our  traffic,  in  the  economy 
in  the  operation  of  our  railways,  and  we  should  be  able  to  give 
to  them  a  righteous  earning  within  no  long  period,  and  there 
comes  a  supplement  to  the  sentiment  expressed  by  Senator  Cum- 
mins as  to  what  I  think  the  business  men  of  the  United  States 
could  wish  from  the  railways.  I  do  not  assume  for  the  moment 
that  we  can  impose  upon  them  a  reduction  of  rates,  for,  as  the 
senator  has  pointed  out,  it  amounts  to  a  confiscation.  But  it 
would  appeal  to  me,  and  I  think  to  most  business  men,  that  if 
our  railway  managers  were  willing  to  concede  to  the  public  month 
by  month  in  the  reduction  of  rates  every  penny  that  they  earn 
in  excess  of  their  necessary  bond  interest,  taking  the  railways 
as  a  whole,  they  will  gain  in  rapidity  of  adjustment  and  in  their 
own  ultimate  returns.  Many  of  our  rates  are  at  the  point  of 
diminishing  return  and  beyond  it,  and  I  believe  that  if  we  could 
see  an  amelioration  of  rates  parallel  with  every  economy  in  opera- 
tion that  our  managers  can  produce,  we  will  have  expedited  the 
entire  recovery  of  our  economic  fabric. 

Th  "re  is  just  one  other  point.  I  wanted  to  add  my  own  re- 
inforcement for  what  it  may  be  worth  to  the  senator's  very 
pungent  view  on  government  ownership.  Nationalization  of  our 
railways  is  a  far  greater  thing  in  its  ultimate  results  than  the 
mere  operation  of  railways.  It  means  the  complete  departure 
from  the  fundamental  economic  system  and  social  system  upon 
which  this  country  was  founded  and  upon  which  we  have  lived 
to  such  a  great  and  prosperous  state  as  we  have  today. 

It  undermines  the  very  basis  of  individualism  on  which  our 
social  structure  must  rest,  and  that  individualism  in  itself  is 
something  different  from  that  of  anywhere  else  in  the  world. 
It  has  a  quality  to  itself,  not  participated  in  by  any  other  civili- 
zation, in  that  it  stands  staunchly  for  an  equality  of  opportunity 
and  in  that  limitation  is  the  justification  within  the  four  cor- 
ners of  our  social  system  for  the  regulation  of  the  railways, 
but  it  does  not  carry  us  to  the  point  of  socialism  and  the  destruc- 
tion of  the  whole  basic  question  of  initiative  and  individualism. 

T.  C.  Powell  and  Others 

T.  C.  Powell,  vice-president  of  the  Erie,  at  the  morning  ses- 
sion of  February  9,  said  the  recent  agricultural  crisis  had  led 
him  to  give  thought  to  the  propriety  of  consolidating  continuous 
carriers  from  ocean  to  ocean,  and  continuous  carriers  from  the 
Canadian  border  to  the  Gulf,  bearing  in  mind  the  provision  of 
the  law  that  competition  shall  be  preserved  as  fully  as  possible. 
He  said  the  railroads  had  been  considered  either  individually 
or  as  grouped  into  regions,  so  that  in  periods  of  depression  each 
of  the  individual  roads  was  subjected  to  the  severest  strain. 

"  'TJoyds'  was  not  originally  conceived  as  a  great  insurance 
company,  but  had  its  origin  in  a  voluntary  association  of  ship 
owners  who,  through  a  mutual  assumption  of  the  burden  of  ship 
wrecks  and  other  losses  at  sea,  prevented  the  individual  owner 
from  going  down  to  disaster,"  said  he.  "All  insurance  companies 
are  now  founded  on  the  same  theory  of  a  wide  distribution  of 
losses,  and  it  has  been  borne  in  upon  me  that  we  must  extend 
our  vision  and  not  stop  short  of  a  continental  grouping  of  car- 
riers into  parallel  lines,  as  nearly  as  may  be,  which  will  be  so 
associated  that  roads  which  naturally  connect  from  ocean  to 
ocean  will  be  so  associated  together  under  the  law  as  to  prevent 
an  undue  strain  being  borne  by  any  part  of  the  through  line. 

"If  it  is  possible  to  conceive  of  a  grouping  in  the  Central 
Freight  and  Trunk  Line  territory  which  will  result  in  four  or  five 
parallel  and  competing  systems,  it  seems  only  a  step  further  to 
conceive  of  six  or  seven  through  transcontinental  systems. 

"Of  course,  it  will  be  said  in  opposition  to  this  that  a  through 
line  from  the  Pacific  Ocean  to  the  Atlantic  Ocean  is  beyond  the 
ability  of  any  one  management,  and  yet  we  have  before  us  the 
Canadian  Pacific  Railroad,  and  while  the  problems  in  this  coun- 
try may  be  greater  than  the  problems  in  Canada,  an  organization 
could  be  formed  which  would  assume  the  burdens  of  the  through 
traffic  and  would  segregate  the  local  problems  which  would  be 
handled  by  the  local  organizations  more  limited  in  authority." 

Walter  S.  Dickey  of  Kansas  City,  Mo.,  member  of  the  rail- 
road committee,  said  he  spoke  as  a  shipper  of  50,000  carloads  an- 
nually of  a  heavy  commodity,  and  urged  development  of  trans- 
portation to  meet  conditions  when  business  revives.  Speaking  of 
the  committee's  report,  he  said: 

"I  want  to  repeat  that  in  submitting  that  report  we  believed 
that  we  were  not  going  to  pile  any  additional  troubles  on  the 
railway  transportation  companies,  but  that  we  would  perhaps 
furnish  a  thought  that  might  lead  into  some  legislation  that 
would  bring  about  a  study  of  these  matters,  to  the  end  that 
there  might  t>e  diversification,  perhaps,  in  the  transportation 
agencies  and  that  there  might  be  co-ordination  of  them  so  that 
they  might  be  hooked  up  together  and  made  available  for  joint 
through  billing  and  for  bills  of  lading  and  financing  purposes." 

R.  S.  French,  representing  commission  merchants,  objected 
to  the  report  on  the  ground  that  if  a  commissioner  general  were 
appointed,  the  railroads  would  be  plunged  into  politics,  there 
would  be  an  opportunity  for  political  patronage  and  the  tenure  of 
the  office  would  'be  uncertain  because  of  changes  in  administra- 
tions. He  suggested  that  the  committee  instead  think  about  en- 
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Urging  the  membership  of  the  Commission  to  the  end  that  the 
shipper  or  business  man  would  have  representation. 

R.  H.  Angell  of  the  Roanoke  (Va.)  Chamber  of  Commerce 
declared  the  great  problem  of  the  day  was  "lower  freight  rates" 
and  he  said  the  railroads  were  making  the  greatest  mistake  of 
their  lives  by  not  being  willing  to  take  some  "scars"  as  the  re- 
sult of  the  period  of  readjustment. 

A.  C.  Davis  of  the  Jamestown  (N.  Y.)  Chamber  of  Com- 
merce said  instead  of  further  binding  the  railway  managements 
the  country  should  repose  Its  trust  In  them  and  permit  them  to 
manage  their  businesses. 

Mr.  Powell  made  a  second  speech  In  which  he  said  that  the 
remarks  he  had  heard  confirmed  his  belief  that  the  report  made 
by  the  committee,  of  which  he  Is  a  member,  provided  for  a  good 
plan.  He  believed  that  If  there  were  an  impartial  adviser  on 
transportation  questions  the  result  would  be  beneficial.  He  said 
there  was  too  much  regulation  and  that  he  believed  that  if  there 
had  been  a  commissioner  general,  such  as  was  suggested.  In  the 
last  twenty  years,  the  condition  of  the  carriers  and  the  railroads 
would  be  much  Improved  today.  Speaking  of  motor-truck  com- 
petition he  said,  rightly  considered,  the  motor  truck  was  an 
adjunct  to  the  railroad,  but  that  wrongly  considered  it  was  a 
competitor.  He  believed  there  waa  a  Held  for  the  motor  truck 
In  short-haul  traffic. 

Prank  E.  Williamson  of  the  Buffalo  Chamber  of  Commerce 
advised  against  hasty  action  and  recommended  further  study  of 
the  recommendation. 

Chairman  Post  of  the  committee  arose  to  a  defense  of  the 
committee's  action.  He  said  the  committee  had  not  acted  has- 
tily nor  without  advice  from  persons  wiser  than  member*  of  the 
committee.  He  said  the  committee  had  recommended  what  It 
believed  would  help  matters,  but  that  it  was  In  a  humor  to  accept 
chastisement  if  It  were  decided  that  that  should  be  It*  punish 
mem. 

"I  desire  to  thank  you  for  all  the  kind  words  you  have  said — 
which  are  not  many,"  he  concluded. 

Mr.  Chandler  of  the  Boston  Chamber  of  Commerce  and  Na- 
tional Industrial  Traffic  league  said  he  wished  to  say  a  few 
kind  words  In  appreciation  of  the  committee's  report  and  that 
he  offered  a  motion  extending;  a  vote  of  thanks  to  the  commit- 
tee for  Its  able  presentation  of  an  "obviously  unwise  and  un- 
popular report."  Amid  the  laughter  which  followed.  President 
Defrees  said  It  was  unnecessary  to  put  the  motion  to  a  vote. 

Report  li  Defeated 

The  Council,  in  Its  concluding  session.  February  9.  adopted 
a  resolution  stating  that  the  railroad  committee's  suggestion  for 
legislation  establishing  a  Commissioner-General  of  Transporta- 
tion "Is  not  timely  for  submission  to  a  referendum  vote."  The 
resolution  praised  the  committee  for  the  work  It  had  done,  and 
said  the  board  of  directors  of  the  Chamber  should  request  It 
"to  continue  Its  vigorous  examination  of  the  national  problems 
In  railroad  transportation,  and  especially  the  manner  In  which 
the  transportation  act  meets  the  high  purpose*  for  which  It  was 
framed."  Opposition  among  the  councilors  to  the  recommenda- 
tion of  the  committee  was  practically  unanimous. 

The  council  also  adopted  a  resolution  relative  to  Secretary 
Hoover,  as  follows: 

"The  Secretary  of  Commerce  has  performed  a  distinct  public 
service  by  appearing  before  the  Interstate  Commerce  Commis- 
sion and  presenting  questions  which  arise  from  the  economic 
and  business  situation.  As  the  government's  official  representa- 
tive of  Industry  and  commerce,  the  Secretary  of  Commerce 
speaks  with  an  authority  that  commands  attention.  Believing 
that  the  public  Interest  requires  such  an  authoritlve  presenta- 
tion when  matters  of  national  Importance  In  transportation  are 
under  consideration,  the  National  Council  Is  gratified  to  learn 
that  the  statutes  creating  the  Department  of  Commerce  author- 
ise the  Secretary  to  perform  such  a  service  and  that  the  Secre- 
tary Is  disposed  to  use  this  authority  when  circumstances  make 
It  appropriate." 


CRITICISM  OF  RAILROAD  PROPAGANDA 

Tkt  Trtfc  Wftlt  tfukinft»n  B»rtt* 

John  E.  Benton.  general  solicitor  of  the  National  Association 
of  Railway  and  1'tUitle*  fommlmilonerii.  this  week  sent  a  bulletin 
to  members  criticizing  the  publicity  of  the  Association  of  Rail- 
way Executives.  The  bulletin  follows: 

The  Railway  Executives'  Organ.  I  have  before  me  "American 
JUllroad*,"  Urae  of  January  11.  1921.  This  Is  a  paper  published 
by  the  Association  of  Railway  Executive*,  and  puld  for  by  thoae 
who  use  the  railroad*  of  the  United  States  and  par  the  rate* 
(her  exact.  •  + 

TBWtr  Pufnosa  as  Stated.  In  a  standing  column  appeal-In*  In 
all  lame*  of  thin  publication  I*  the  following  "American  Railroads. 
Published  by  Authority  of  The  Aanoclatlon  of  Railway  Executive*. 
The  purpose  of  thin  journal  la  the  deaaemlnatlon  amons;  the  American 
people  of  correct  Information  about  the  rnllroad*." 

Verification  or  their  Statement*.  In  this  l«aue  of  January  Jl*t. 
exception  I*  taken  to  a  itatement  In  "I^nbor."  which  I*  In  part  as 
follow*:  "Railroad  marincer*  are  floodlnc  the  country  with  propa- 
ganda," Replying  to  thi*  the  following  I*  nald:  "Nothing  I*  given 
out  In  the  name  of  the  Association  of  Railway  Executive*  that  In 
not  formally  authorized  by  It*  official*.  These  statements  are  not 


only  frankly  made:  they  are  made  on  the  basis  of  the  most  pains- 
taking investigation  and  after  checking  and  re-checking  of  asser- 
tions that  may  be  made  and  figures  that  may  be  presented.  •  •  • 
'Labor'  Itself  is  frankly  a  propaganda  sheet  •  •  •.  In  the  language 
of  the  man  of  the  street  It  will  'print  anything*  that  serves  Its 
purpose,  and,  to  put  the  matter  mildly,  it  does  not  appear  to  be 
careful  to  verify  either  facts  or  figures.  The  railroads  enjoy  no 
such  liberty  of  action  or  freedom  of  speech.  Every  word  they  utter, 
every  figure  they  give.  Is  subject  to  official  and  unofficial  scrutiny 
and  criticism,  not  because  they  are  necessarily  more  honest  than 
anyone  else,  but  because  the  utmost  accuracy  Is  demanded  of  them. 
Every  statement  made  In  American  Railroads  or  other  railway  as- 
sociation publication  must  be  true." 

Some  "Correct  Information."  On  the  same  page  that  carries  this 
assurance  of  the  reliability  of  statements  made  in  "American  Rail- 
roads" Is  the  following:  "From  time  to  time  it  is  the  practice  of 
a  prominent  hardware  company  to  furnish  to  all  Its  hundreds  of 
traveling  salesmen  and  others  a  'General  Letter.'  *  •  •  The  following 
Is  that  part  of  a  general  letter,  recently  Issued,  relating  to  railroad 
legislation:  'Government  ownership  of  railroads  looms  up  again. 
Senate  Bill  1160.  known  as  the  Capper  Bill,  is  now  before  the  Senate 
Committee  on  Interstate  Commerce  for  hearing.  I  was  In  Washing- 
ton last  week  and  very  much  surprised  to  find  that  It  Is  generally 
understood  that  the  majority  of  the  Senate  Committee  on  Interstate 
Commerce  Is  favorable  to  this  Bill  and  that  a  tentative  poll  of 
the  Senate  Indicates  a  slight  majority  of  one  or  two  In  favor  of  it, 
including  all  of  the  so-called  "agricultural  bloc."  •  •  •  Apparently  the 
motive  behind  this  bill  la  to  find  something  for  the  members  of  the 
state  railroad  commissions  to  do  •  *  *.  It  Is  reported  that  in  many 
states  those  Interested  in  the  Capper  Bill  are  diligently  spreading 
their  propaganda  somewhat  to  this  effect:  "When  the  State  Commis- 
sion had  charge  of  rates  within  the  state  the  rates  were  low  and  reas- 
onable. The  the  Government  at  Washington  took  charge  and  im- 
mediately advanced  the  rates  first  25  per  cent  and  then  other  big 
percentages.  Since  the  Interstate  Commerce  Commission  has  had 
control  the  rates  have  been  so  high  as  to  be  prohibitive.  Pass  the 
Capper  BUI  and  take  this  control  away  from  the  Interstate  Com- 
merce Commission,  and  your  State  Commission  will  put  the  rates 
back  where  they  belong." 

What  Is  here  said  about  the  disposition  of  the  United  States 
Senate,  and  particularly  the  Committee.  Is  Interesting.  What  Is 
said  about  the  state  commission*  Is  also  Interesting,  as  exemplifying 
what  la  evidently  considered  "correct  Information"  to  give  the 
American  public.  There  Is  much  else  In  the  letter  that  stands 
about  on  a  par  with  this. 

The  question  at  once  arise*  how  the  Hardware  Company  happened 
to  write  this  letter  which  the  Railway  Executives  are  now  publishing 
and  distributing.  The  answer  Is  an  easy  one.  The  letter  Is  a  part 
of  the  propaganda  whereby  It  Is  hoped  that  the  Senate  may  be 
persuaded  against  legislation  which  It  now  appears  disposed  to 
enact.  If  those  responsible  for  this  letter  spoke  the  truth  on  that 
point. 

It  Is  my  judgment  that  the  railroad  lobby  here  was  never  more 
active  for  any  purpose  than  It  la  now  In  Its  opposition  to  any  ef- 
fective amendment*  to  preserve  state  power  of  regulation,  and  that 
the  propaganda  work  In  the  country  at  large.  Intended  to  create  a 
factitious  appearance  of  support  for  the  law  In  Its  present  form, 
la  being  carried  on  at  a  larger  expense  and  more  Insidiously  than 
anything  of  the  kind  which  the  country  has  ever  experienced  before. 
Congressmen  and  Senators,  however,  weft  not  born  yesterday.  The 
ultimate  source  and  Inspiration  of  letters  of  this  character  appearing 
In  the  public  prints  and  written  to  Senators  and  Representatives  are 
not  unknown.  It  Is  not  to  be  believed  that  the  will  of  Congress  can 
be  changed  by  such  means,  although  Its  action  may  be  unavoidably 
delayed. 

RAIL  MEN  AND  MINERS  JOIN 

Tkt  Trmfc  World  Wukington  Burtt* 

Announcement  waa  made  In  Washington  this  week  by  Wil- 
liam H.  Johnston,  president  of  the  International  Assocatlon  of 
Machinists,  that  the  executive  board  had  accepted  the  Invita- 
tion of  President  Lewis  of  the  United  Mine  Workers  to  parti- 
cipate In  a  conference  of  miners  and  railroad  employes  with  the 
view  of  taking  joint  action  to  prevent  wage  reductions  in  both 
industries. 

President  Johnston  also  announced  that  a  call  had  been  sent 
out  for  "a  conference  of  progressives"  at  Chicago  February  20, 
signed  by  himself;  W.  8.  Stone,  head  of  the  locomotive  en- 
gineers; L.  E.  Sbeppard,  head  of  the  railway  conductors;  Mar- 
tin F.  Ryan,  president  Brotherhood  of  Railway  Carmen;  E.  J. 
Manlon.  head  of  the  telegraphers,  and  Timothy  Healy,  president 
.  «rf  the  International  Brotherhood  of  Stationary  Firemen  and  Oil- 
ers. He  said  representative  men  and  women  from  all  groups 
In  American  life  had  been  invited  to  the  conference.  The  con- 
ference will  consider  what  may  be  done  "to  restore  the  oppor- 
tunities of  this  nation  to  the  people  of  the  nation,"  It  was  stated 
In  the  call.  Mr.  Johnston  said  those  who  joined  In  the  call  felt 
that  reactionary  forces  and  special  interests  were  in  control  of 
every  branch  of  the  government  and  that  they  were  pursuing  a 
policy  which  has  already  wrecked  American  Industry  and 
agriculture. 


PENNSY  LABOR  BOARD  ARGUMENT  POSTPONED 
Argument  on  the  motion  of  the  Railroad  Labor  Board  to 
dismiss  the  motion  of  the  Pennsylvania  Railroad  to  make  per- 
manent the  temporary  injunction  restraining  the  board  from 
finding  the  carrier  in  violation  of  Its  order,  which  was  to  have 
taken  place  before  Judge  Landls,  in  Chicago,  February  7.  waa 
postponed  until  February  17  by  request  of  counsel  for  both  sides. 

WAGE  STATISTICS 

The  Commission's  summary  of  reports  of  wage  statistics 
of  Claas  1  roads  for  October.  1921,  shows  that  there  was  an 
increase  of  25.806  In  the  number  of  employes  and  an  Increase 
of  113,630,137  in  compensation,  as  compared  with  September, 
1921.  The  total  compensation  paid  in  October  was  $237,602,959 
and  the  total  number  of  employes  was  1,754.136. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

i  Digests  taken  from  Reporters  and  Digests  of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St    Paul.  Minn 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO   GOODS 

Statute  Held  to  Recognize  Contract  Limitation  of  Time  for 
Instituting  Suits: 

(Supreme  Court  of  Errors  of  Connecticut.)  Act  Cong.  March 
4,  1915  (U.  S.  Comp.  St.  Sec.  8604a),  providing  that  it  shall  be 
unlawful  for  any  carrier  to  provide  by  contract,  etc.,  a  shorter 
period  for  the  institution  of  suits  than  two  years,  recognizes  the 
legality  of  a  contract  limiting  the  time  within  which  an  action 
may  be  brought.  (Humphrey-Cornell  Co.  vs.  Hines,  Director 
General  of  Railroads,  et  al.,  115  A.  Rep.  561.) 
Contract  Limitation  of  Suits  to  Two  Years  and  One  Day  No^ 
Unreasonable: 

Under  Act.  Cong.  March  4,  1915  (U.  S.  Comp.  St.  Sec.  8604a), 
a  provision  of  the  uniform  bill  of  lading  in  use  in  November,  1916, 
requiring  actions  to  be  brought  within  two  years  and  one  day 
after  delivery,  or  after  the  expiration  of  a  reasonable  time  for 
delivery,  subsequently  declared  just  and  reasonable  by  the  Inter- 
state Commerce  Commission  and  prescribed  in  its  approved 
form  of  bill  of  lading,  was  not  necessarily  unreasonable. — Ibid. 
Rights  of  Parties  Governed  by  Bill  of  Lading  Under  Which  Ship- 
ment Made: 

The  rights  of  the  parties  to  a  contract  for  the  shipment  of 
goods  under  the  uniform  bill  of  lading  must  be  determined  on 
the  basis  of  the  bill  of  lading  as  it  stood  when  the  contract  was 
made,  notwithstanding  any  subsequent  change  therein  by  the 
Interstate  Commerce  Commission. — Ibid. 

Reasonable  Time  for  Delivery  as  Respects  Limitation  Is  Ques- 
tion of  Fact: 

Under  a  provision  of  the  uniform  bill  of  lading  requiring 
suits  to  be  brought  within  two  years  and  one  day  after  a  reason- 
able time  for  delivery  has  elapsed,  ascertainment  of  what  was 
a  reasonable  time  for  delivery  was  a  question  of  fact  for  the 
court  in  a  case  tried  by  the  court. — Ibid. 

Findings  as  to  Reasonable  Time  for  Delivery  of  Goods  Shipped 
Construed: 

In  an  action  for  the  loss  of  goods  shipped  under  a  bill  of 
lading  requiring  suits  to  be  brought  within  two  years  and  one 
day  after  the  expiration  of  a  reasonable  time  for  delivery,  the 
trial  court's  finding  that  a  reasonable  time  for  delivery  would 
surely  be  considerably  less  than  six  months  must  be  construed 
as  allowing  six  months  when  no  other  time  was  specifically 
named. — Ibid. 

Finding  That  Six  Months  Was  Reasonable  Time  for  Delivery  as 
Respects  Limitation  of  Time  to  Sue  Held  Extremely  Liberal: 
Under  a  bill  of  lading  requiring  suits  to  be  brought  within 
two  years  and  one  day  after  the  expiration  of  a  reasonable  time 
for  delivery,  a  finding  allowing  six  months  as  a  reasonable  time 
was  extremely  liberal,  where  the  only  evidence  or  specific  subor- 
dinate fact  appearing  in  the  finding  was  that  a  similar  shipment 
on  the  same  date  and   purporting  to   be  in   the  same  car  was 
delivered  in  eight  days. — Ibid. 

Limitation  or  Actions  Held  Not  to  Run  from  Time  of  Denial 
of  Claim: 

Under  a  provision  of  the  uniform  bill  of  lading  as  used  in 
November,  1916,  requiring  suits  to  be  brought  within  two  years 
and  one  day  after  a  reasonable  time  for  delivery  had  elapsed, 
such  period  did  not,  as  claimed,  run  from  the  time  the  claim 
was  rejected  by  the  carrier,  at  least  where  it  was  rejected  over 
three  months  before  the  expiration  of  such  period  computed  from 
the  expiration  of  a  reasonable  time  for  delivery,  and  the  claimant 
by  again  presenting  the  claim  could  not  affect  the  result  of  the 
previous  denial. — Ibid. 

Ruling  of  Interstate  Commerce  Commission  as  to  Provisions  o? 
Bill  of  Lading  Held  Not  to  Affect  Previous  Shipment: 
Where  the  Interstate  Commerce  Commission  in  ruling,  in 
December,  1919,  that  bills  of  lading  limiting  the  time  for  bringing 
suit  should  allow  six  months  after  the  rejection  of  the  claim  by 
the  carrier,  unless  rejected  more  than  six  months  before  the 
expiration  of  the  period  of  limitation,  entered  no  order  but 
simply  provided  that  carriers  would  be  expected  to  modify  their 
bills  of  lading  in  accordance  therewith,  and  that  furthe.r  action 
might  be  taken  if  this  was  not  done,  the  proposed  change  was 
prospective  and  did  not  affect  a  bill  of  lading  issued  in  1916 
—Ibid. 

Goods  Are  in  Interstate  Commerce  When  Delivered  for  Con- 
tinuous Transportation  to  Another  States;  Passenger's  Un- 
declared Intention  to  Extend  Journey  Beyond  State  Does  Not 
Make  Transportation  Interstate: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  Goods  are 
in  interstate  commerce  when  they  have  been  delivered  for  con- 
tinuous transportation  to  a  point  of  destination  located  in  an- 


other state.  Texas,  etc.,  R.  Co.  vs.  Sabine  Tram  Co.,  227  U.  S. 
111.,  123,  33  Sup.  Ct.  229,  57  L.  Ed.  442;  Southern  Pacific  Terminal 
Co.  vs.  Interstate  Commerce  Com.,  219  U.  S.  498,  527,  31  Sup.  Co. 
279,  55  L.  Ed.  310;  Coe  vs.  Errol,  116  U.  S.  517,  6  Sup.  Ct.  475, 
29  L.  Ed.  715.  In  order  for  a  shipment,  thus  destined  from  the 
beginning  for  such  continuous  transportation,  to  be  interstate  in 
character,  it  is  not  required  that  it  be  originally  routed  by  the 
initial  carrier  to  a  point  of  destination  beyond  the  limits  of  the 
state,  since  the  nature  and  essential  character  of  the  transpor- 
tation is  the  controlling  factor.  Texas,  etc.,  R.  Co.  vs.  Sabine 
Tram  Co.,  supra.  See,  also,  Gulf,  etc.,  Ry.  Co.  vs.  Texas,  204 
U.  S.  403,  414,  27  Sup.  Ct.  360,  51  L.  Ed.  540;  Penn.  R.  Co.  vs. 
Clark,  238  U.  S.  456,  35  Sup  Ct.  896,  59  L.  Ed.  1406;  111.  Cent.  R. 
Co.  vs.  De  Fuentes,  236  U.  S.  157,  35  Sup.  Ct.  275,  59  L.  Ed.  517. 
Thus,  while  the  rulings  made  by  this  court  in  Augusta  Brokerage 
Co.  vs.  Central  of  Ga.  Ry.  Co.,  5  Ga.  App.  187,  62  S.  E.  996,  in  the 
light  of  subsequent  decisions  by  the  Supreme  Court  of  the 
United  States,  appear  too  broad  in  their  statements,  still,  where, 
as  in  the  instant  case  (contrary  to  what  were  the  facts  in  Gal- 
veston,  etc.,  Ry.  Co.  vs.  Woodbury,  254  U.  S.  357,  41  Sup.  Ct. 
114,  65  L.  Ed. — ),  the  baggage  was  moved  under  an  intrastate 
ticket,  and  where  the  journey  itself  was  in  no  sense  continuous, 
nor  had  ever  been  so  declared  or  intended,  the  mere  fact  that 
the  passenger  may  have  intended,  after  remaining  several  days  at 
•  the  point  of  destination  provided  by  the  intrastate  ticket,  to  ex- 
tend her  journey  to  another  point  beyond  the  limits  of  the  state, 
could  not  be  taken  as  such  a  fact  as  to  render  the  initial  travel 
and  transportation  interstate  in  character  "There  is  no  pre- 
sumption that  a  transportation  when  commenced  is  to  be  con- 
tinued beyond  the  state  limits."  Gulf,  etc.,  Ry.  Co.  vs.  Texas, 
supra,  204  U.  S.  414,  27  Sup.  Co.  363,  51  L.  Ed.  540.  (Davis, 
Agent,  vs.  Phillips.  109  S.  E.  Rep.  924.) 
Evidence  Held  Insufficient  to  Prove  Loss  of  Trunk,  Due  to  Mixing 

of  Checks  by  Defendant  Carrier: 

(Supreme  Court,  Appellate  Term,  First  Department.)  In  an 
action  against  a  railroad  for  loss  of  a  trunk,  evidence  held  in- 
sufficient to  sustain  finding  that  trunk  checks  were  mixed  by 
defendant  during  transportation,  in  that  inference  could  be  drawn 
therefrom  that  the  trunk  checks  were  mixed  during  transpor- 
tation from  station  to  hotel,  or  in  baggage  room  after  delivery  to 
hotel.  (Goodman  vs.  Michigan  Cent.  R.  C.,  191  N.  Y.  S.  275.) 
Cotton,  When  Destroyed  by  Fire,  Held  Not  in  Possession  of 

Railroad   Company   as   Carrier: 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  '  Cotton  owned  by 
plaintiffs,  which  was  destroyed  by  fire  after  it  had  been  loaded 
by  a  compress  company,  at  plaintiffs'  request,  in  cars  of  de- 
fendant railroad  company,  where  the  loading  certificate  issued 
by  the  compress  company  was  held  by  plaintiffs,  who  had  given 
no  shipping  directions  to  defendant  and  had  made  no  application 
for  a  bill  of  lading,  held  not  in  possession  of  defendant  as  carrier, 
and  defendant  held  not  liable  as  a  carrier  for  the  loss.  (Harris, 
Cortner  &  Co.  vs.  Louisville  &  N.  R.  R.  Co.,  276  F.  Rep.  277.) 

CARRIAGE    OF   LIVE   STOCK 
Carrier   Must   Furnish  Suitable  Stockyards  in   Reasonable   Repair 

for   Holding  Stock: 

(Supreme  Court  of  Idaho.)  It  is  the  duty  of  a  railroad  com- 
pany to  furnish  suitable  stockyards  or  pens  in  a  reasonable  state 
of  repair  and  reasonably  secure,  whether  they  are  to  be  used 
for  the  purpose  of  feeding,  watering  and  resting  live  stock  while 
being  transported  over  its  road  or  are  furnished  for  the  recep- 
tion of  live  stock  intended  to  be  shipped  over  its  road.  (Houchte- 
lin  vs.  Oregon  Short  Line  R.  Co.,  202  P.  Rep.  571.) 
Whether  Stockyards  Are  Reasonably  Secure  for  Sheep  Should  Be 

Determined    in    View   of    Fact   that    Every    City   and    Village 

Contains  Dogs  Likely  to  Attack  Sheep: 

The  question  as  to  whether  stockyards  provided  by  a  rail- 
road company  are  reasonably  secure  for  sheep  should  be  deter- 
mined in  view  of  the  well-known  fact  that  every  city  and  village 
contains  dogs,  some  of  which  are  likely  to  attack  sheep  in  pens 
if  opportunity  is  afforded. — Ibid. 

Carrier  Must  Provide  Suitable  Stockyards   Independently  of  Con- 
dition  of   Shipping    Contract: 

The   duty  rests  upon   a   railroad  to  provide   suitable   stock- 
yards for  the  reception  and  retention  of  live  stock,  independently 
of  any  conditions  of  the  shipping  contract. — Ibid. 
Shipper  Need   Exercise  Only  Ordinary  Care  to   Discover   Defects 

in   Stockyards: 

The  obligation  of  a  shipper  of  live  stock  to  discover  defects 
in  the  yards  in  which  he  places  his  live  stock  for  shipment  over 
a  railroad  requires  the  exercise  of  only  ordinary  care. — Ibid. 
Duty    to    Furnish    Stockyards    Reasonably    Secure    Unqualified: 

The  duty  of  a  railroad  company  to  furnish  stockyards  rea- 
sonably secure  is  unqualified. — Ibid. 
Damages   Against    Initial    Carrier    Estimated,    Not   from    Market 

Value    at   Connecting     Point,    but     from    Value     at     Intended 

Destination: 

(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  Damages  to 
mules  shipped  to  market  resulting  from  injury  and  delay  by  the 
initial  carrier  should  not  be  estimated  from  their  market  value 
at  the  point  for  transfer  to  a  connecting  carrier,  where,  because 
of  their  damaged  condition,  the  shippers  diverted  them  to  parties 
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at  another  destination,  but  from  their  market  value  at  the  des- 
tination  to   which   they   were  originally   billed,   and   when  they 
would    have    reached    that    place    by    ordinary    diligence.     (Lan- 
caster et  al.  vs.  Rogers  &  Adams  et  al.,  235  S.  W.  Rep.  643.) 
Owner  Could   State  Condition*  of  Mules  Shipped;    Witness  Held 

Unqualified   to   State    Market   Value   of  Carload   of   Mules   at 

Point  of  Destination: 

In  an  action  for  damages  from  the  negligent  handling  of  a 
carload  of  mules,  testimony  of  one  of  the  owners,  who  accom- 
panied the  shipment  and  had  been  in  the  business  for  25  years. 
as  to  size,  weight  and  general  condition  of  animals  before  and 
after  alleged  injuries  was  admissible,  but  his  testimony  as  to  his 
knowledge  of  market  values  at  times  prior  to  that  when  ship- 
ment would  have  arrived  held  insufficient  to  qualify  him  to 
testify  as  to  market  values.— Ibid. 
Notation  on  Bill  of  Lading  Held  Admissible  Only  to  Contradict 

Testimony  that  No  Such  Notation  Was  Made: 

In  an  action  for  damages  for  the  negligent  handling  of  and 
failure  to  deliver  promptly  to  a  connecting  carrier  a  carload  of 
mules  contracted  to  be  shipped  over  defendants'  railroad,  a 
notation  on  the  bill  of  lading  to  the  second  carrier,  "Stock  all 
in  bad  shape,  none  killed,"  if  admissible,  should  have  been  limited 
to  Its  effect  as  tending  to  contradict  testimony  that  no  such 
notation  had  been  made  by  defendants.— Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 
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Not   Bound   by   Strict   Rules  of  Common   Law: 

(District  Court.  8.  D .  New  York.)  Admiralty  Is  not  bound 
by  the  strict  rules  of  the  common  law.  and  not  infrequently 
applies  principles  differing  from  those  In  other  courts.  (Atlantic 
Fruit  Co.  vs.  Red  Cross  Line.  276  F.  Rep.  319.) 
Performance  of  Arbitration  Agreement  Is  Not  Condition  Prece- 
dent to  Libel: 

Notwithstanding  the  more  liberal  rule  adopted  by  the  com- 
mon law  of  England,  and  by  several  of  the  states,  relating  to 
agreement*  for  arbitration,  courts  of  admiralty  In  the  Second 
uit  are  committed  to  the  rule  that  the  performance  of  an 
agreement  to  arbitrate  contained  In  the  charter  Is  not  a  condition 
precedent  to  the  right  to  maintain  a  libel  for  breach  of  the 
charter— Ibid. 
May  Enforce  Rights  Created  by  State  Statutes: 

In   the  absence  of  congressional  action,  a   state  law  may. 
within  certain  limitations,  give  a  substantial  right  of  sucb  a  char- 
acter that  It  may  be  enforced  In  a  federal  court  of  admiralty 
as  well  as  In  one  of  equity  or  of  common  law.-  Ibid. 
State  Arbitration  Statute  Gives  Remedy  Not  Enforceable: 

Laws  N.  Y.  1920,  c.  276.  making  arbitration  agreements 
valid  and  enforceable,  and  authorising  the  staying  of  legal  pro- 
ceedings pending  arbitration,  does  not  confer  substantive  right, 
but  merely  a  remedy  for  the  enforcement  of  the  right  created 
by  the  agreement  of  the  parties,  and  therefore  It  cannot  regulate 
the  procedure  and  practice  of  the  federal  court  of  admiralty. — 
Ibid 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 
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REGULATION   OF  COMMON  CARRIERS 

Propriety    of    Extra    Charge    for    Use    of    Insulated    Railroad    Car 

Held    for    Interstate  Commerce    Commission    and    Not    for 

Courts: 

(Supreme  Court  of  Minnesota.)  The  published  freight  tariffs 
for  line  haul  of  potatoes  between  two  points  was  $181.69.  An- 
other published  tariff  authorized  an  extra  charge  of  $5  when 
the  shipper  uses  *  refrigerator  or  other  insulated  car.  The  ques- 

of  the  propriety  of  thin  extra  charge  is  one  tlpon  which  It 
Is  the  province  of  the  Interstate  Commerce  Commission  to  pass 
and  the  courts  cannot  In  this  action  interfere  with  the  rates 
fixed.  (J.  r.  Famechon  Co.  vs.  Mines.  Director-General  of  Rail- 
roads. 185  N.  W.  Rep.  941.) 
Evidence  Held  Not  to  Warrant  Directing  Verdict  for  Carrier  in 

Suit  for  Penalty  for  Overcharges: 

(Supr«Tii.'  Court  of  Arkansas.)  In  an  action  by  a  passenger 
against  a  railway  company  for  penalty  for  overcharges,  evidence 
held  to  render  refusal  to  direct  a  verdict  for  the  defendant  proper. 


(Chicago,  R.  I.  &  P.  Ry.  Co.  vs.  McClanahan,  235  S.  W.  Rep.  380.) 
Instruction  as  to  Rates  by  Carrier  Greater  than  Charged  Others 
Held  Valid,  in  Absence  of  Specific  Objection: 
In  an  action  by  a  passenger  against  a  railway  company  for 
penalty    for   overcharge,    an    instruction    that,    if   defendant   de- 
manded a  greater  sum  "than  that  charged  others,"  instead  of 
saying   that  it   was   greater  than   the  "regular  passenger  tariff 
rate,"  was  not  fatally  inaccurate,  in  the  absence  of  specific  objec- 
tion on  that  account,  the  intention  being  manifest. — Ibid. 
Decision  Declaring  Invalidity  of  Repeating  State  Statute  Restores 
Statute  Repealed: 

Acts  1907.  No.  8,  and  AcU  1915,  No.  90  (Crawford  &  Moses- 
Dig.,  sec.  879  et  seq.).  repealing  Acts  1887.  No.  99  (Kirby's  Dig., 
sec.  6611-6615,  6619,  6620),  having  been  declared  void  by  decision 
of  a  federal  District  Court,  the  original  act  of  1887  remained  in 
full  force.— Ibid. 

Prescribed  Written  Notice,  Prerequisite  to  Demurrage,  Mailed  to 
Consignee,  Legal  Notice  of  Arrival  of  Goods,  Whether  Re- 
ceived or  Not: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  The  petition, 
even  before  amendment,  did  not  fail  to  set  forth  a  cause  of 
action,  and  was  therefore  not  subject  to  the  general  demurrer, 
since  it  does  not  appear  that  the  demurrage  charges,  which,  it  Is 
alleged,  the  defendant  unlawfully  collected,  accrued  by  virtue 
of  any  contract  of  shipment,  and  since,  under  the  rules  of  the 
railroad  commission,  fixing  and  prescribing  a  schedule  of  demur- 
rage rates,  it  is  also  provided  as  a  prerequisite  to  such  a  charge 
that  tbv  delivering  carrier  shall  have  given  notice  to  the  con- 
signee of  the  arrival  of  the  freight  at  the  point  of  destination, 
and  since  the  petition  alleges  that  no  such  notice  was  given  to 
the  consignee.  It  Is  ordinarily  the  rule,  as  provided  by  the 
railroad  commission,  that,  where  a  consignor  ships  goods  to 
himself  or  to  his  order,  the  prescribed  written  notice,  duly  mailed 
(o  the  consignee  at  the  point  of  delivery,  shall  be  sufficient  legal 
notice,  whether  the  consignee  actually  receives  it  or  not.  (Payne, 

•or-General  of  Railroads,  vs.  Monroe,  110  S.  E.  Rep.  34.) 
Allegations  in  Petition  Held  Insufficient  on  Special  Demurrer: 

The  allegations  of  the  original  petition,  setting  up  that  the 
agent  at  the  point  of  shipment  had  misled  and  deceived  the 
shipper,  by  stating  that  the  goods  would  be  routed  to  the  point 
of  destination  over  the  line  of  a  different  carrier,  and  the  amend- 
ment, alleging  that  this  false  statement  constituted  fraud  on  the 
part  of  the  defendant,  while  not  subject  to  the  objection  urged, 
that  such  allegations  were  an  attempt  to  contravene  the  statute 
of  frauds  (since,  the  bill  of  lading  not  being  before  us.  It  cannot 
be  said  that  anything  therein  Is  In  conflict  with  the  alleged  oral 
statement  of  the  receiving  and  routing  agent),  and  while  such  a 
statement  of  an  agent  of  the  defendant,  acting  as  the  receiving 
and  routing  agent,  if  not  In  conflict  with  the  written  terms  of 
the  contract  of  shipment,  might  be  sufficient  to  relieve  the  shipper 
of  the  demurrage  charges.  In  the  absence  of  actual  notice  that 
the  goods  had  been  received  and  were  being  held  at  the  point  of 
destination  by  another  carrier,  still  Hlnce  the  petition  nowhere 
shown  that  such  receiving  and  routing  agent  was  the  agent  of 
the  delivering  carrier,  that  made  and  received  the  demurage 
charges  as  warehouseman,  both  such  original  allegations  as 
those  contained  In  the  amendment  should,  on  the  special  de- 
murrer thereto,  have  been  adjudged  Insufficient  on  that  particular 
theory.— Ibid. 

Federal  Control  Held  Not  to  Consolidate  Individual  Carriers  as 
to  Their  Respective  Legal  Rights  and  Liabilities;  Petition 
Held  Not  to  Allege  That  Agent  of  Director  General  Was 
Agent  of  Delivering  Carrier: 

Federal  control,  under  the  act  of  Congress  (U.  8.  Compa.  St. 
Sec.  1974a)  and  the  proclamations  and  orders  of  the  President  of 
the  fnited  States  and  the  Director  General  of  Railroads,  while 
«M6tlng  a  consolidation  of  the  physical  control  of  the  different 
transportation  systems,  did  not  effect  a  consolidation  of  the 
Individual  companies,  so  far  as  their  respective  legal  rights  and 
liabilities  were  concerned.  Missouri  Pacific  R.  Co.  vs.  Ault  (de- 
cided June  1.  1921).  255  U.  8.—,  41  Sup.  Ct.  593.  595.  596,  65  L. 
Ed.—  ;  Hines  vs.  McCook.  25  Ga.  App.  395  (103  S.  E.  690);  4  A.  U 
R.  1680.  case  notes;  10  A.  L.  R.  956,  notes;  8  A.  I*  R.  969,  notes; 
13  A.  L.  R.  1023  notes.  Hence  the  allegation  that  the  receiving 
and  routing  agent,  making  the  misleading  statements,  was  tin* 
agent  of  the  Director  General,  did  not  amount  to  an  allegation 
that  he  was  the  agent  of  the  delivering  carrier  that,  as  a  ware- 
houseman, made  and  collected  the  demurrage  charge  after  the 
termination  of  the  transportation.-  Ibid. 
Grounds  of  Special  Demurrer  Held  Without  Merit: 

The  remaining  grounds  of  special  demurrer  are  without 
merit.— Ibid. 

Railroad  Company  Not  Liable  in  Conversion  for  Holding  Ship- 
ment for  Charge*: 

(Court  of  Appeals  of  Georgia.  Division  No.  2.  This  is  a  suit 
for  the  recovery  of  a  tractor  alleged  to  have  been  converted  by 
the  defendant.  The  tractor  was  shipped  over  the  defendant's 
railroad  from  Savannah  to  Vldalla,  Ga.  After  some  delay  the 
tractor  arrived  at  Vldalla  In  a  damaged  condition  and  was  refused 
by  the  consignee.  The  consignor  also  refused  to  accept  the 
tractor,  and  claimed  as  damages  against  the  railway  company  the 
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full  value  of  the  machine.  After  some  negotiations  between  the 
consignor  and  the  defendant  an  agreement  was  reached  by  which 
the  defendant  agreed  to  return  the  tractor  to  Savannah  free  of 
charges.  When  the  tractor  arrived  at  Savannah  the  defendant 
refused  to  deliver  it  to  the  consignor,  except  upon  the  payment 
of  the  accumulated  charges,  freight  charges,  and  demurrage 
charges.  The  plaintiff  refused  to  pay  any  charges  whatsoever. 
Held: 

The  railway  company  had  the  right  to  hold  the  shipment 
until  payment  or  tender  of  the  accrued  charges,  and  the  shipper 
cannot  maintain  trover  for  refusal  to  deliver  the  goods  without 
such  payment  or  tender.  L.  &  N.  R.  Co.  v.  South  Flour  &  Grain 
Co.,  136  Ga.  538,  71  S.  E.  884.  (Sipple  et  al.  vs.  Seaboard  Air  Line 
Ry.  Co.,  110  S.  E.  Rep.  39.) 

Cannot  Transport  Shipment  for  Less  Than  Rates  Fxed  by  State 
Railroad  Commission,  or  Make  Storage  Charges  at  Greater 
Rate  Than  That  So  Fixed: 

It  Is  not  within  the  power  of  a  railroad  company  and  a 
shipper  to  agree  for  a  shipment  to  be  carried  at  a  less  rate  than 
that  prescribed  by  the  state  Railroad  Commission  or  to  trans- 
port freight  free.  Civ.  Code  1910,  Sec.  2629;  Central  of  Ga.  Ry. 
Co.  v.  Wlllingham,  8  Ga.  App.  817,  70  S.  E.  199.  Nor  can  any 
railroad  company  make  any  charge  for  storage  of  freight  greater 
than  that  fixed  by  the  commission  for  each  particular  storage,  or 
discriminate,  directly  or  indirectly,  by  means  of  rebate  or  any 
other  device,  In  such  charges  between  persons.  Civ.  Code  1910, 
Sec.  2651;  Jelks  vs.  P.  &  R.  Ry.  Co.,  14  Ga.  App.  96,  80  S.  E.  216; 
Bewley-Darst  Coal  Co.  vs.  W.  &  A.  R.  Co.,  17  Ga.  App.  464,  87 
S.  E.  702.— Ibid. 

Rairoad    Company    Held    Entitled    to    Demand    Freight    and    De- 
murrage Charges  fer  Tractor  Refused  By  Consignee: 
The  railroad  company  had  a  right  to  demand,  and  it  was 
its  duty  to  collect,  the  charges  prescribed  by  the  railroad  com- 
mission for  freight  on  the  shipment,  as  well  as  for  demurrage, 
and  its  refusal  to  deliver  the  shipment  until  payment  or  tender 
of  the  charges  did  not  amount  to  a  conversion  of  the  property, 
and  a  non-suit  was  properly  awarded. — Ibid. 


OIL  WELLS  ON  RIGHT  OF  WAY 

The  Traffic  World  Washington  Bureau 

Morris  Frankel,  trustee  for  the  Tex.-U.  S.  Oil  Company,  a 
Texas  corporation  in  process  of  formation,  has  asked  the  Com- 
mission to  issue  an  order  directing  John  A.  Hulen,  receiver  for 
the  Trinity  &  Brazos  Valley,  to  cease  drilling  oil  wells  on  the 
right-of-way  of  that  company  in  the  Mexia  (Tex.)  oil  field.  His 
application  for  what  might  be  termed  a  restraining  order  is  that 
the  drilling  of  oil  wells  on  the  property  of  the  railroad  company 
will  tend  to  destroy  the  ability  of  the  company  to  perform  the 
duties  resting  on  an  interstate  commerce  carrier.  That  destruc- 
tion, he  told  the  Commission,  would  follow  the  striking  of  either 
an  oil  or  a  gas  well  on  the  premises. 

In  effect,  the  application  is  an  appeal  from  the  decision  of 
the  Texas  commission  and  the  judgment  of  James  C.  Wilson,  the 
federal  court  judge.  Wilson  authorized  Hulen  to  ask  the  Texas 
commission  for  a  permit  to  drill  the  wells  he  is  putting  down. 
Hulen  asked  permits  for  six  wells.  The  two  Mayfields,  members 
of  the  Texas  commission,  authorized  the  drilling,  while  Com- 
missioner Gilmore  voted  to  deny  the  permits.  Hulen  asked  for 
permits  to  drill  six  wells,  but  the  Texas  authorities  limited  him 
to  three. 

Physically,  the  application  of  Frankel  came  into  the  posses- 
sion of  the  Commission  February  6.  Technically,  however,  the 
Commission  had  not  received  it,  and,  at  the  time  this  was  writ- 
ten, no  one  could  say  whether  it  would  ever  become  a  case  on 
the  Commission's  docket.  Docketing  a  complaint  with  the  Com- 
mission is  not  a  matter  of  right,  hence  the  distinction  between 
mere  physical  receipt  and  receipt  for  purposes  of  adjudication. 

Doubt  as  to  whether  it  will  ever  be  received  for  adjudication 
tested  on  the  fact  that,  except  as  to  rates  and  a  few  other  things, 
the  Commission  has  no  power  to  project  Itself  into  the  future. 
It  has  not  the  judicial  power  of  injunction  to  prevent  irreparable 
damage,  or  the  power  of  mandatory  injunction,  similar  to  the 
power  of  mandamus,  requiring  a  carrier  to  perform  its  duty. 
The  interstate  commerce  law  lays  the  duty  on  the  carriers  to 
afford  adequate  facilities,  but  the  Commission  has  no  clearly  de- 
fined process  whereby  it  can  compel  a  carrier  to  cease  or  desist 
from  doing  many  things  that,  in  the  estimation  of  the  regulating 
body,  might  impair  its  ability  to  perform  the  duties  laid  upon  It 
by  the  statute. 

Under  the  law  of  Texas  no  one  may  drll  for  oil  .or  gas  within 
150  feet  of  a  railroad  or  within  300  feet  of  a  property  line,  with- 
out the  consent  of  the  Texas  commission.  That  body  is  em- 
powered to  conserve  the  natural  resources  of  the  state. 

In  Frankel's  application  for  an  order  directing  the  court's 
receiver  to  cease  drilling  wells,  it  is  suggested  the  probability  of 
the  receiver  striking  oil  and  gas  is  great  and  that,  when  he  does, 
the  operation  of  trains  on  the  Trinity  &  Brazos  Valley  will 
become  a  matter  of  the  trains  running  the  gauntlet.  Running 
the  gauntlet,  he  suggested,  would  result  from  the  fact  that  when 
the  Texas  commission  authorized  the  receiver  to  drill  wells,  it 
thereby  authorized  the  owners  of  property  on  each  side  of  the 
railroad  right-of-way  to  drill  offsetting  wells,  so  the  openings  of 


the  railroad  company  would  not  drain  the  oil  from  under  their 
property.  Therefore,  he  said,  when  the  railroad  wells  were  com- 
pleted offsetting  wells  would  be  in  operation  on  the  other  side 
of  the  right-of-way,  so  that  trains  would  be  operating  between  a 
double  row  of  derricks,  each  a  source  of  danger  to  trains. 

The  immediate  interest  of  the  complaining  company,  accord- 
ing to  the  Frankel  application  for  a  restraining  order,  is  the 
necessity  of  that  company  to  assure  itself  of  transportation 
facilities.  The  Trinity  &  Brazos  Valley  is  the  only  railroad  serv- 
ing the  Mexia  field,  the  production  is  about  200,000  barrels  a 
day,  says  Mr.  Frankel  in  his  application.  To  assure  itself  of 
the  transportation  of  its  crude  oil  to  market,  he  said,  it  had  built 
a  sidetrack  containing  loading  racks,  all  of  which  would  be  en- 
dangered by  wells  nearer  the  railroad  than  its  own  wells,  or  the 
owners  of  other  oil  land  leases  in  that  field.  Frankel  represented 
that  gas  usually  was  encountered  In  several  sands  before  the  oil 
sand  was  reached  at  about  3,100  feet.  He  pointed  out  that  sev- 
eral enormous  gassers  had  been  found  In  that  field  and  every 
one  of  them,  at  one  time  or  another,  had  got  beyond  the  control 
of  the  drillers  and  flowed  "wild"  for  days  and  even  weeks.  No 
railroad  train,  he  said,  could  be  operated  within  thirty  feet  of  a 
well,  without  almost  certainty  of  fire  communicated  by  the  fire 
of  the  engine,  and  a  fire  at  one  near  the  tracks  would  make 
operation  impossible. 

However,  the  merits  of  the  complaint  were  not  under  con- 
sideration of  the  Commission  at  the  time  this  was  written.  The 
jurisdictional  question  overshadowed  that  phase  of  the  subject. 
The  fact  that  a  federal  judge  and  the  Texas  commission  had 
passed  on  the  question  of  danger,  however,  did  not  escape  the 
attention  of  the  officials  to  whom  the  application  came  for  con- 
sideration on  the  jurisdictional  phase. 


PAYMENTS  TO  CARRIERS 

The  Traffic  World  Washington  Bureau 

The  government  paid  to  railroads  in  January  a  total  of 
$764,382.91  under  sections  209  and  210  of  the  transportation  act, 
bringing  the  total  paid  to  date  to  $705,180,277.01  under  that  act. 
according  to  a  statement  issued  by  the  treasury  department.  Of 
the  $764,382.91  the  following  payments  were  made  under  the 
guaranty  as  follows:  Buffalo,  Rochester  &  Pittsburgh,  $161,- 
271.26;  Terminal  Railroad  Association  of  St.  Louis,  $278,960.75; 
and  the  Ursina  &  North  Fork  Railway  Co.,  $4,150.90.  The  re- 
mainder was  paid  out  in  loans  under  section  210  as  follows: 
Cowlitz,  Chehalis  &  Cascade  Railway  Co.,  $45,000;  Gainesville  & 
Northwestern,  $75,000,  and  the  Western  Maryland,  $200,000. 

The  statement  showed  that  repayments  on  loans  to  the  total 
of  $32,532,470.65  have  been  made  by  carriers,  and  that  final  pay- 
ments under  the  guaranty  have  been  made  to  eight  carriers  in 
the  total  sum  of  $5,098,541.23. 

The  total  payments  to  January  31  under  the  transportation 
act  were  summarized  as  follows: 

(a)  Under    Section    204,    for    reimbursement    of    deficits 

during  federal  control   $     1,374,528.58 

(b)  Under  Section  209: 

(1)  To    carriers    to   which    final   payment   of    the 
guaranty  has  been  made  under  paragraph  (g) 
including  previous  advances  under  paragraphs 

(h)  and   (i)    5,098,541.23 

(2)  For  advances  under  paragraphs  (h)  and  (i)  to 
carriers  as  to  which  a  certificate  for  final  pay- 
ment has  not  been  received  by  the  treasury 

from  the  Interstate  Commerce  Commission..  260,510,874.00 

(c)  Under  Section  212: 

(1)  For  partial  payments  in  respect  to  the  guar- 
anty provided  in  Section  209 165,320,275.05 

(2)  For  partial  payments  in  respect  to  the  reim- 
bursement  for   deficits   during   the   period   of 

federal  control  provided  in  Section  204 1,815,841.15 

(d)  Under  Section  210,  for  loans  from  the  revolving  fund 

of  $300,000,000  therein  provided 271,060,217.00 

Total   $705,180,277.01 

TENTATIVE   REPORTS 

(Continued  from  page  310) 

riers  participating  in  the  transportation  fail  or  refuse  to  main- 
tain joint  rates  on  the  coast  group  basis,  from  and  to  the  points 
involved,  while  contemporaneously  maintaining  rates  on  like 
traffic  on  the  coast  group  basis  to  the  same  destinations,  from 
other  points  on  their  lines  and  connections  in  the  coast  group. 

RATES  ON   LIME  FROM   MISSOURI 

In  a  tentative  report  on  No.  12940,  Glencoe  Lime  &  Cement 
Co.  et  al.  vs.  Akron,  Canton  &  Youngstown  et  al.,  Examiner  John 
T.  Money  has  recommended  a  holding  that  rates  on  lime  from 
Glencoe,  Glen  Park,  Byers,  Mincke,  Mosher  and  Ste.  Genevieve, 
Mo.,  to  points  east  of  the  Indiana-Illinois  state  line,  were  and 
are  unreasonable  and  unduly  prejudicial.  The  rates  applying 
through  St.  Louis,  he  said,  should  be  held  unreasonable  and 
unduly  prejudicial  to  the  extent  they  exceed  through  rates  not 
in  excess  of  the  local  rates  of  the  originating  carriers  to  St. 
Louis,  plus  83.33  per  cent  of  the  sixth  class  rate,  from  St.  Louis 
to  destinations  in  Central  Freight  Association  territory,  and  to 
Pittsburgh  and  Buffalo.  He  said  no  finding  could  he  made  as 
to  rates  to  points  in  Virginia  and  Maryland,  because  no  testi- 
mony had  been  offered.  On  traffic  from  Ste.  Genevieve  and 
Mosher  through  Kellogg,  111.,  he  said  the  basis  prescribed  for 
traffic  through  St.  Louis  would  also  be  reasonable. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


COYLE  MAKES  CORRECTION 

Editor  The  Trafflc  World: 

Please  refer  to  page  258,  your  Issue  of  February  4.     In  re- 
porting my  testimony  in  tbe  General  Rate  Inquiry  you  say: 

In  answer  to  a  question  by  Commissioner  Lewis.  Mr.  Coyle  said 
tbe  Chamber  of  Commerce  bad  voted  that  It  would  not  support  any 
proposal  (or  reduced  passenger  (ares. 

I  did  not  make  such  a  statement  I  believe  you  will  find 
tbe  record  shows  tbat.  In  reply  to  a  question  by  Commissioner 
Lewis  as  to  the  attitude  of  the  Chamber  with  respect  to  the  bill 
now  before  Congress  directing  the  Interstate  Commerce  Com- 
mission to  authorise  the  Issuance  of  mileage  books  at  a  specific 
rate,  I  said.  In  substance,  that  it  was  the  view  of  the  Chamber 
tbat,  inasmuch  as  Congress  had  delegated  to  the  Interstate  Com- 
merce Commission  the  authority  to  flx  rates,  we  were  opposed 
to  the  bill,  for  the  reason  that  we  believe  the  Commission  should 
flx  the  rates  In  that  case  as  in  all  others.  Otherwise  no  action 
has  been  taken  by  the  Chamber  with  respect  to  passenger  rates. 
P.  W.  Coyle,  Trafflc  Commissioner, 
St.  Louis  Chamber  of  Commerce, 

St.  Louis,  Feb.  I.  1922. 


LOSS  OF  TONNAGE  FROM  HIGH  RATES 

Editor  The  Trafflc  World: 

I  have  just  noticed  a  report  showing  tbat  the  lumber  tonnage 
through  the  Panama  Canal  Increased  118  per  cent  during  the 
year  of  1921.  Why  all  this  Increase?  High  freight  rate,  of 
course.  But  if  yon  tell  this  to  the  carriers,  they  say  NO.  At 
tbe  hearing  of  the  hardwood  rate  case  In  Washington  the  car- 
riers wanted  the  lumber  Industry  to  guarantee  that  a  reduction 
would  Increase  the  tonnage. 

This  tonnage  la  lost  for  the  carriers  and  never  can  be  re- 
gained, no  matter  what  they  may  do.  Not  only  has  It  hurt  the 
lines  running  from  the  Pacific  coast  to  tbe  Atlantic  but  It  baa 
had  its  effect  on  the  lines  from  the  south  and  southwest. 

On  account  of  the  cheap  rate  on  lumber  from  the  Pacific 
coast  to  the  Atlantic,  the  mills  on  the  coast  have  been  able  to 
furnish  the  trade  with  low-grade  lumber  at  not  only  points  on 
the  Atlantic  coast  but  points  located  throughout  the  eastern  and 
New  England  territory. 

Just  to  show  yon  what  effect  it  has  had  on  the  mill  man  In 
the  South  and  Southwest:  They  have  had  to  cut  up  their  low- 
grade  lumber  and  sell  It  for  stovewood  locally,  which  haa  meant 
a  great  losa  to  them  as  well  as  to  the  carriers. 

I'nless  the  railroad  officials  soon  wake  up  there  will  be  such 
a  great  amount  of  tonnage  moving  via  the  water  route  and  motor 
trucks  that  they  will  never  be  able  to  increase  their  tonnage  to 
what  it  should  be. 

It  seems  to  me  ridiculous  for  the  carriers  to  claim  that  high 
freight  rates  are  not  retarding  the  movement  of  traffic— In  fact, 
losing  for  them  traffic  they  will  never  regain. 

The  above.  I  think.  Is  food  for  thought  on  the  part  of  th» 
railroad  officials,  as  I  feel  that  they  have  lost  considerable  ton- 
nage from  other  Industries  that  can  never  be  regained. 

F.  L.  Cobb.  Traffic  Manager, 
J.  W.  Darling  Lumber  Co. 

Cincinnati.  O..  Feb.  8.  1922. 


TIME  LIMIT  ON  SUITS,  ETC. 

Editor  The  Trafflc  World: 

Under  the  caption.  "Time  Limit  on  Suits,  etc.."  on  page 
Z77  of  your  issue  of  February  4.  you  refer  to  Division  of  Law 
Circular  No.  54  (Incorrectly  given  In  The  Trafflc  World  as  No. 
W).  with  reference  to  the  period  of  limitations  on  suits  against 
the  Director-General.  In  the  last  paragraph  under  this  caption 
you  make  specific  reference  to  suits  on  awards  of  the  Interstate 
Commerce  Commission.  As  you  practically  advise  claimants  In 
whose  favor  awards  have  been  made  to  Institute  suit  Imme- 
diately, I  feel  that  I  should.  In  the  Interest  both  of  such  claim- 
ants and  of  the  Director-General,  ask  you  to  call  attention  to  the 
fact  that  Bill  No.  9908.  pending  In  the  House,  amends  section 
)*-A  so  as  to  permit  the  bringing  of  suits  upon  such  awards 
Ithin  one  year  from  the  date  of  the  award.  Both  the  National 
Industrial  Trafflc  League  and  the  Director-General  have  been 
assured  that  this  bill  will  be  passed  by  both  the  House  and  Sen 
at*  prior  to  March  1,  and  It  la  still  possible  that  It  will  be  passed 


before  that  date.  Even  in  the  event  it  should  not  be  passed 
until  after  that  date,  I  believe  It  is  safe  to  assume  that  it  will 
be  passed  in  such  form  as  to  save  all  such  causes  of  action. 
Of  course,  it  is  impossible  to  guarantee  this,  but  I  have  spoken 
to  Chairman  Wlnslow  of  the  House  committee,  and  he  has  ex- 
pressed himself  as  favoring  a  retroactive  application  of  the  bill 
if  it  should  not  be  passed  until  after  March  1.  I  may  add,  how- 
ever, that  it  is  not  my  purpose  to  deter  any  claimant  from 
taking  such  measures  to  protect  his  rights  as  he  may  deem 
necessary,  but  I  do  desire  to  save  both  claimants  and  the  gov- 
ernment what  would  seem  to  be  unnnecessary  trouble  and  ex- 
pense, in  view  of  the  practical  certainty  of  the  passage  of  the 
remedial  legislation. 

In  this  connection  I  deem  it  proper  to  call  the  attention  of 
shippers  to  the  real  situation.  The  Director-General  has  com- 
plied in  full  with  over  ninety  per  cent  of  the  awards  which  the 
Commission  has  made  against  him,  and  has  paid  on  the  formal 
and  Informal  dockets  to  date  about  one  and  one-half  million 
dollars.  The  only  reason  that  a  considerable  number  of  the 
remaining  awards  has  not  been  complied  with  is  that  It  has  been 
Impossible  to  give  them  proper  consideration  In  view  of  the 
pressure  of  other  matters.  Even  as  to  those  with  which  we 
have  refused  to  comply.  It  Is  probable  that  the  vast  majority 
will  finally  be  complied  with  If  the  Commission  refuses,  upon 
such  further  consideration  as  It  may  grant,  to  set  aside  the 
awards.  Only  a  very  small  number,  If  any.  will  be  litigated  In 
the  courts,  and  the  purpose  of  this  letter  Is  to  make  it  clear  to 
the  shippers  that  in  general  It  will  not  be  necessary  to  sue  on 
their  awards  to  obtain  compliance  therewith.  It  is  also  hoped 
that  It  will  serve  to  avoid  for  both  the  shippers  and  the  Director 
General  the  trouble  and  expense  which  would  be  Incident  to 
any  wholesale  bringing  of  suits  on  the-theory  suggested  in  your 
paper. 

John  F.  Finerty.  Assistant  General  Counsel, 
U.  S.  Railroad  Administration. 

Washington.  D.  C.,  Feb.  8.  1922. 


BARGE  LINE  SERVICE 

Editor  The  Trafflc  World: 

In  reference  to  your  editorial  In  the  Jan.  28  Traffic  World, 
entitled.  "Use  of  Inland  Waterways." 

You  state  in  this  article  that  the  writer  was  mis-informed 
when  stating  In  the  Jan.  21  number  thnt  the  bnree  line  waa 
highly  profitable.  I  believe  that  you  wrote  this  editorial  being 
yourself  un-lnformed  or  mis-Informed  as  to  tbe  facts.  In  support 
of  my  statements  I  give  below  some  figures  on  barge  line  oper- 
ation, from  Jan.  to  July.  1921: 

Dross 
receipts. 

February     $  »6.  i 

March     91.792.43 

\prll     16«.3«S.1U 


July     190.4U.48 


Operating 
expenseii. 

$  77.677.71 
•  ..>  ;  .  1 
122.S41.24 
129.555.9X 
13S.74S.X 
13I.278.C7 


Profit. 
S  8.803.07 
2.W1.19 
43.824.86 
H  -•-  U 
S7.1S4.47 
57.159.81 


This  Is  a  total  profit  of  $178.610.65.  out  of  which  I  am  not  in- 
formed as  to  bow  much  was  set  aside  to  retire  the  government's 
original  Investment  of  eight  million,  or  how  much  for  deprecia- 
tion. 

However,  on  Oct.  20,  1921.  James  E.  Smith  vice  president  In 
charge  of  the  waterway  division  of  the  Mississippi  Valley  Asso- 
ciation, in  St.  Louis,  Issued  a  statement  on  the  barge  line  which 
Includes  tbe  following: 

The  Mississippi  Warrior  Service,  the  Federal  Barn  Line  on  the 
Lower  Mississippi  River.  Is  demonstrating  the  value  of  public  water- 
ways for  the  carriage  of  the  nation's  commerce.  It  Is  also  proving 
that  water  transportation  on  the  lower  Mississippi  River  can  be  car- 
ried on  profitably  when  properly  equipped  and  organized.  The  barge 
line  Is  not  yet  completely  equipped,  but  in  the  last  five  months.  April 
to  August.  Inclusive,  It  has: 

(a)  Carried  211.512  ton*  of  merchandise  nt  a   Having  to  the  public 
of  twenty  per  cent    In   freight*,   roniiervatlvely.   $175.000; 

(b)  I'ald  Its  operating  costs  and  maintained  its  plants: 

(c)  Set   aside  a   reserve  of  fl53.S82.23   to  retire  the  government's 
Investment,  and 

"I  i  Karned  in  nddltlon  I9S.172.13.  or  approximately  three  percent 
on  the  book  value  of  the  government'*  Inveatment  of  $8,000.000. 

These  figure*,  you  must  admit,  are  impressive  and  will  sup- 
port the  statement  of  Jan.  21  when  I  stated  the  barge  line  waa 
making  "good  money."  This  is  all  the  more  remarkable  in  view 
of  tbe  fact  that  joint  rates  are  limited  and  therefore  tbe  barge 
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line  can  only  serve  a  limited  territory.  Give  them  what  they  ask, 
Joint  rates  with  all  lines  to  apply  all  over  the  country,  and  watch 
their  volume  of  business  grow  and  their  profits  increase. 

Also,  I  believe  that  when  business  is  back  to  normal  the  rail 
lines  will  be  glad  there  is  in  operation  inland  waterway  service. 
During  normal  times  before  the  war  you  know  that  the  carriers 
frequently  had  to  place  embargoes  on  large  distributing  and  ex- 
porting centers;  New  York,  New  Orleans,  Galveston,  St.  Louis, 
Chicago,  Cleveland,  and  other  cities  were  embargoed  frequently 
by  different  carriers  at  different  times,  causing  a  great  deal  of 
expense  and  trouble  to  the  shipping  public.  It  will  only  be  a  few 
years  we  hope  until  these  conditions  will  again  prevail.  When 
this  time  comes  we  hope  President  Finley,  of  the  C.  &  N.  W.,  and 
President  Markham,  of  the  I.  C.,  will  be  satisfied  with  the  busi- 
ness which  will  naturally  come  to  them,  to  the  extent,  at  least, 
that  they  will  not  take  opportunity  to  call  the  barge  line  oper- 
ation unfair  to  the  rail  lines.  Both  of  these  gentlemen  have  in 
substance  stated  in  public  speeches  that  the  barge  line  authori- 
ties were  in  error  when  they  stated  the  operation  was  making 
money,  which  statements  were  made  by  them  because  they  were 
not  fully  informed  as  to  the  facts  and  coming  from  them,  can  do 
a  great  deal  of  harm. 

Above  all  things,  we  must  remember  that  this  service  is  in 
its  infancy.  History  will  show  that  no  rail  line  made  money 
when  they  first  started  and  therefore  we  should  give  the  barge 
line  the  same  opportunities  to  make  good  as  were  given  to  the 
rail  carriers. 

C.  W.  Shamel,  Traffic  Manager, 

Jas.  H.  Forbes  T.  &  C.  Co. 

St.  Louis,  Feb.  3,  1928. 


Mr.  Shamel  does  not  get  our  point  or  that  of  others  who  have 
smiled  at  the  showing  of  profits  for  the  barge  line  service.  The  figures 
he  cites  are  not  new  to  anybody  who  knows  anything  about  the  sub- 
ject, and  they  are  not  disputed.  The  point  is  that  profits  are  pos- 
sible because  the  boats,  because  they  are  provided  by  the  government 
and  because  they  do  not — whether  they  are  owned  by  the  governmnt 
or  not — pay  anything  for  the  use  of  the  waterways,  are  relieved  of 
expense  that  the  railroads,  their  competitors,  must  and  do  incur.  In 
other  words,  the  government,  by  not  compelling  boats  to  pay  for  the 
use  of  public  waterways,  and  even  by  actual  ownership  and  opera- 
tion of  boats  itself,  permits  unfair  competition  with  the  railroads.  If 
Mr.  Shamel  owned  a  railroad,  or  some  stock  in  one,  we  do  not  believe 
Ms  point  of  view  would  be  the  same.  He  may  or  not  be  profiting 
by  use  of  the  barge  line  at  lower  rates  than  he  would  have  to  pay 
the  railroads,  but  he  ought  to  be  able  to  see  that  the  railroads  have 
just  cause  for  complaint.  The  profits  of  the  barge  line  may  be  likened 
to  the  saving  that  would  be  possible  for  an  individual  if  he  did  not 
have  to  pay  house  rent  or  buy  food  or  clothes.  We  are  willing  that 
some  of  our  readers  should  disagree  with  us,  but  we  hope  they  will 
not  attribute  to  us  thoughts  we  never  entertained  and  arguments  we 
never  made. — Editor  The  Traffic  World. 


Editor  The  Traffic  World: 

Discussion  of  the  foregoing  subject  in  the  Open  Forum  of 
your  incomparable  traffic  organ  by  individuals  entertaining 
divergent  views  is  very  enlightening  in  many  respects;  however, 
I  believe  several,  if  not  all,  of  the  authors  of  the  several  articles 
have  convinced  themselves  (by  their  own  line  of  reasoning)  that 
they  know  this,  that  and  the  other. 

Before  presenting  any  of  my  own  ideas  on  the  subject  I 
must  admit  that  I  don't  know  much;  however,  I  have  a  fertile 
imagination,  which  generally  leads  me  to  acceptance  of  "condi- 
tions as  they  appear  to  exist"  and  then  commands  my  feeble 
mental  fixtures  to  reason  out  the  logical  conclusion  of  things 
affected  by  "conditions." 

My  ideas  on  the  barge  lines  (operated  by  the  government 
or  private  enterprise)  are:  First,  there  is  no  justification  for 
the  existence  of  a  barge  line  except  (a)  lower  transportation 
costs  and  rates;  (b)  service  between  points  that  have  no  other 
adequate  service;  or  (c)  the  demonstrated  inability  of  the  rail 
lines  to  give  adequate  service  at  reasonable  and  otherwise  law- 
ful rates. 

There  are  individuals  (whose  intelligence  I  make  bold  to 
question)  who  argue  that  "cost  of  service"  has  little,  if  anything, 
to  do  with  the  making  of  rates,  and  in  support  of  this  argument 
thousands  of  rates  and  rate  adjustments  can  be  cited.  These 
"citations"  are  usually  "comparisons"  of  a  rate  or  a  scale  of 
rates  applicable  in  a  given  territory  with  a  rate  or  scale  ap- 
plicable in  another  territory,  and  the  usual  procedure  is  to  show 
that  the  "higher  rate  or  scale"  is  applied  in  the  territory  where 
the  more  favorable  operatnig  conditions  prevail  or  where  the 
hauls  and  aveage  haul  are  shorter — and  so  on.  This  is  one  of 
the  old  tricks  of  the  traffic  game,  and  I  think  it  is  still  a  good 
one.  This  old  trick  (I  dare  not  call  it  a  fixed  principle)  turns 
out  for  every  rate  case  and  in  recent  years  it  has  worn  "strange 
garb";  however,  cost  of  service  is  here  to  stay,  whether  we  look 
at  it  through  national,  sectional,  state,  political,  or  otherwise 
selfish  and  deformed  eyes. 

If  we  had  rail  rates  throughout  the  country  that  were  rea- 
sonable and  not  unjustly  discriminatory,  unduly  preferential  nor 
unduly  prejudicial,  we'd  have  the  millennium;  however,  assuming 
that  such  a  condition  can  be  brought  about,  let  us  proceed  to 
"weave  in  the  barge  proposition"  without  breaking  the  spell. 
A  reasonable  rate,  I  assume,  is  one  that  permits  the  traffic 
to  move  freely  via  the  lines  of  least  resistance  and  perhaps  via 


lines  of  greater  resistance  in  some  cases  (this  to  allow  the 
healthy  competition  we  hear  so  much  about)  and  which  allows 
the  carrier  a  "fair"  return  for  the  service  rendered  over  and 
above  the  cost  of  carriage.  We  may  disagree  among  ourselves 
as  to  the  "freeness"  of  movement  and  "fairness"  of  the  carriers' 
return,  but  it  strikes  me  that  this  is  a  sensible  definition  of  the 
word  "reasonable"  as  written  in  the  law. 

Everybody  knows  or  should  know  that  a  rate  may  be  rea- 
sonable and  at  the  same  time  be  discriminatory,  preferential 
and  prejudicial.  Discrimination,  preference,  and  prejudice  are 
not  unlawful  unless  of  the  unjust  or  undue  type,  and  it  Is  the 
"degree"  of  any  of  these  that  the  regulating  bodies  must  de- 
termine before  making  a  "finding  of  facts"  affecting  any  rate  or 
scale  of  rates. 

Having  "assumed"  that  the  "ideal"  system  of  rail  rates  can 
be  established  throughout  the  country,  now  let  us  proceed  with 
the  barges.  Without  admitting  that  a  "fixed  differential"  via 
the  "barge  routes"  would  divert  an  enormous  tonnage  from  the 
rail  lines  and  thus  reduce  the  revenues  of  the  rail  lines,  who 
presumably  operate  under  "reasonable"  rates,  let  us  discuss  the 
relationship  "rail  to  the  barge  rate"  and  see  what  happens  to 
relationship  "as  between  shipping  points,  markets  and  consuming 
communities." 

There  must  be  a  "point"  where  a  reasonable  rate  ceases 
to  be  such;  there  must  be  a  "point"  where  a  reasonable  rate 
to  or  from  a  given  territory  must  be  applied  in  order  to  move 
the  traffic  to  or  from  said  point  (this  particular  rate  may  be 
unduly  low  so  far  as  the  carrier  is  concerned,  but,  nevertheless,  a 
necessity  from  a  "carrier  or  market  competition"  point  of  view), 
there  must  be  a  "point"  to  or  from  which  a  rate  must  violate 
the  "long-and-short-haul  clause"  if  sensible  and  healthy  compe- 
tition is  allowed;  there  must  be  a  "point"  with  a  rate  to  an- 
other "point"  that  conforms  with  a  rate  to  still  another  point, 
and  so  on — thus  we  endeavor  to  work  out  an  equitable  adjust- 
ment under  section  3  of  the  act  and  it  is  my  belief  that  section 
1  is  generally  subordinated  to  sections  3  and  4  of  the  act. 

Now  if  the  barge  port-to-port  rates  are  based  on  a  given 
percentage  of  the  rail  rates  between  river  ports  or  if  the  barge 
ates  are  based  on  cost  of  service  plus  a  reasonable  return  or 
if  the  barge  rates  are  made  in  any  other  way  and  turn  out  to 
be  lower  than  the  rail  rates  between  river  ports,  we  have  a 
"fixed  differential."  If  this  "fixed  differential"  represents  the 
difference  in  the  cost  of  service  as  between  the  rail  line  and 
the  barge,  then  I  say  it  can  be  justified  under  section  1  of  the 
act  and  perhaps  under  section  3  of  the  act,  although  justification 
under  the  latter  section  depends  entirely  on  the  ability  of  a 
preferred  point  to  prove  that  its  preference  is  not  undue  and 
that  the  discrimination  created  is  not  unjust. 

I  appreciate  that  if  we  started  out  to  fix  a  scale  of  rates, 
and,  after  a  figure  had  been  reached  that  would  be  all  the  traffic 
could  bear  (this  being  influenced  probably  by  competitive  con- 
ditions), we  could  not  use  the  actual  difference  in  cost  of  service 
one  origin  or  destination  over  another  any  further,  and,  to  my 
way  of  thinking,  this  explains  the  so-called  group  or  "average" 
rates  as  well  as  the  present  "rail  differentials." 

Now  if  the  barge  rate  from  Memphis  to  New  Orleans  is 
reasonable  and  otherwise  lawful,  the  rail  rate,  if  not  too  low, 
must  be  reasonable;  therefore,  the  barge  differential  must  be 
reasonable  and  just  in  every  respect.  The  barge  line  in  its  com- 
plaint— Docket  No.  13290 — asserts  that  its  port-to-port  rates  are 
reasonable;  therefore,  it  does  not  seem  illogical  to  assume  that 
this  assertion,  though  indirectly,  admits  of  the  reasonableness 
of  existing  port-to-port  rail  rates;  thus  the  differential  is  "fixed." 
Going  a  step  further  (perhaps  a  little  too  far),  the  barge  com- 
plaint asserts  that  present  joint  rail-water  rates  from  and  to 
inland  points  are  unreasonable  and  unlawful  in  every  other 
respect  and  makes  a  specific  request  that  joint  through  rail- 
water  rates  be  established  between  inland  points  and  the  river 
ports  based  the  same  difference  in  cents  per  100  pounds  under 
the  all-rail  rates  as  obtain  in  connection,  with  the  port-to-port 
water  rate  under  the  port-to-port  rail  rate.  In  other  words,  the 
barge  line  wants  its  fixed  differential  on  all  traffic  regardless 
of  origin  or  destination.  If  we  concede  that  this  is  a  "sane 
proposition,"  then  why  not  admit  that  the  present  rail  rates 
throughout  the  country  are  reasonable  and  properly  related  in 
every  respect? 

Perhaps  the  "barge  complainant"  did  not  intend  that  such 
a  "radical"  interpretation  as  this  be  made  of  their  "differential 
idea;"  nevertheless  a  strict  reading  of  the  "request  for  rates" 
furnishes  the  necessary  suggestion  of  such  interpretations. 
(See  p.  21,  appendix  F,  of  the  complaint.) 

The  gentleman  who  criticized  the  article  in  the  Galveston 
News  (recently  published  in  The  Traffic  World)  evidently  did 
not  understand  the  Denver-Galveston-New  Orleans  proposition. 
Undoubtedly  it  was  the  thought  of  the  News  that  inasmuch  as 
the  rail  distance  from  Denver  to  any  Mississippi  River  port  is 
as  great  as  or  greater  than  the  rail  distance  to  Galveston,  the 
cost  of  service  to  Galveston  must  be  about  the  same  as  or  lower 
than  the  cost  of  service  to  a  river  port;  therefore,  why  allow 
the  "barge  route"  to  apply  its  "fixed  differential"  in  making  a 
joint  rail-water  rate  to  New  Orleans  when  the  all-rail  rates  to 
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Galveston  and  New  Orleans  are  the  same?  Could  anybody 
justify  this  unjust  discrimination  against  Galveston  and  undue 
preference  to  New  Orleans,  and  if  these  cannot  be  justified 
would  not  the  "fixed  differential"  become  "unfixed?"  The  gen- 
tleman who  made  the  criticism  attempted  to  "smooth  it  over" 
by  asking  (in  substance)  "who  would  oppose  a  reduction  in  the 
Denver-Galveston  rate?"  and  went  on  to  say  (in  substance) 
that  if  the  rail  lines  to  Galveston  did  not  reduce  their  rate 
they'd  be  admitting  that  their  rate  was  too  high.  The  gentle- 
man undoubtedly  overlooked  the  fact  that  the  barge  "differ- 
ential" would  disappear  if  the  Denver-New  Orleans  rate  were 
reduced  to  the  level  of  the  Galveston  rate.  This  is  not  an 
admission  on  the  part  of  the  writer  that  New  Orleans  and  Gal- 
veston should  be  equalised  in  connection  with  Denver  traffic; 
however.  I  do  admit  that  equalisation  will  be  made  somewhere 
and  I  believe  the  "point"  is  not  many  hundred  miles  beyond 
Denver.  Nothing  was  said  In  the  Galveston  News  article  about 
the  railroads  being  willing  to  maintain  lower  rates  Denver  to 
Memphis  than  they  maintain  Denver  to  Galveston;  In  fact.  I 
didn't  know  the  railroad*  were  willing:  but.  assuming  that  they 
are  and  that  this  willingness  Is  justifiable  in  every  way  (includ- 
ing cost  of  service),  how  can  one  provoke  his  mental  fixtures 
into  the  conclusion  that  this  would  justify  lower  rail-water  rates 
Denver  to  New  Orleans  via  Memphis  than  apply  Denver  to 
Galveston  all-rail  unless  it  can  be  successfully  demonstrated 
that  the  through  service  Denver  to  New  Orleans  via  Memphis 
actually  "cost*  less"  In  an  amount  equal  to  the  "fixed  barge 
differential?"  Don't  forget  that  I  started  out  on  tbe'assumption 
that  the  present  rail  rates  are  reasonable  and  otherwise  lawful 
and  supported  my  assumption  with  the  barge  line's  "apparent 
assumption,"  which  Is  backed  up  by  its  "differential  request." 

It  was  not  my  intention  to  make  complete  answer  to  the 
gentleman  who  criticised  the  Galveston  News;  however,  several 
of  hi*  criticisms  should  be  answered.  It  Is  certainly  not  a 
foregone  conclusion  that  we  would  not  now  have  the  "national 
agreement*  et  al."  had  the  "barge  systems"  been  properly  de- 
veloped in  the  pact.  Many  people  argue  that  development  of 
the  barge  line*  will  not  hurt  the  rail  line*  (I  assume  this  means 
the  rail  lines  will  continue  to  get  their  share  of  the  tonnage 
regardless  of  higher  rates),  and  'If  this  Is  true  what  effect  can 
the  "barge  development"  have  on  "labor  disputes."  The  "critic" 
apparently  believe*  that  barge  rate*  will  force  down  rail  rates 
and  that  lower  rates  wilt  automatically  force  down  rail  wage* — 
In  other  words,  rate*  will  determine  wages  (we  all  believe  that 
this  Is  not  now  the  case — Commissioner  Potter  recently  dls- 
cussed  this  matter,  and.  while  he  did  not  commit  himself,  still 
we  have  reason  to  believe  the  commissioner  thinks  "rates  should 
be  made  first").  Going  a  step  further  In  this  connection,  one 
might  have  cause  to  ask  "what  would  railroad  labor  do  If  certain 
rail  rate*  were  reduced  to  a  reasonable  level  to  afford  the  rail 
carriers  an  opportunity  to  meet  barge  competition  (not  to  drive 
it  out,  by  any  means)  and  this  low  level  of  rail  rate*  forced 
wage*  of  rail  employe*  below  the  wage  of  barge  employe*?" 

The  critic  stated  that  the  government  Is  very  generous  In 
financing  rail  lines.  Perhaps  the  government  doe*  do  a  little 
"high  financing" — the  carriers  pay  Interest  on  borrowed  money* 
and  the  government's  interest  rate  (according  to  rumor)  la 
almost  as  high  a*  the  "alleged  guaranteed  return." 

I  didn't  know  that  there  will  never  be  another  "trunk  line"; 
however.  I  admit  that  I'm  doubtful.  I  believe  that  the  present 
rail  line*  could  handle  efficiently  every  pound  of  freight  that 
moves  via  all  common  carriers,  provided  motive  power,  rolling 
stock  and  other  facilities  such  a*  side-tracks,  terminals,  etc., 
•re  augmented.  Generally  speaking,  the  inland  waterways  are 
paralleled  by  rail  lines  (on  both  sides),  and  the  rail  sho 


that  have  no  navigable  stream*  or  streams  that  could  be  made 
navigable  at  reasonable  expense. 

The  barge  line's  "request"  for  "fixed  differentials"  Is  tame 
when  we  think  seriously  of  the  specific  request  for  "fixed  divi- 
sions." Mileage  pro-rate  Is  the  "fixed  divvy"  sought,  and  the 
complaint  a*  written  make*  no  allowance  for  competitive  condi- 
tions. I  assume  the  barge  line  outfit  conducts  Its  affairs  (Includ- 
ing complaints)  like  many  others;  I.  e..  it  makes  It  a  practice 
of  asking  for  "much  more"  than  It  hopes  to  get.  This  practice 
Is  one  or  the  evils  of  the  day  and,  to  my  way  of  thinking,  doe* 
not  lend  weight  to  appeals  of  labor,  capital  nor  the  barge  line. 

The  extent  to  which  "reduced  rates"  will  help  the  farmer 
l.«  not  easy  to  determine  The  farmer  must  meet  competition; 
therefore,  whatever  he  is  required  to  absorb  (as  to  freight  rates) 
under  a  high  level  of  rates  he  will  continue  to  absorb  under 
a  low  level  of  rates  unless  the  relationship  of  the  competitive 
rates  Is  juggl 

Getting  back  to  the  proposed  "fixed  barge  divisions"  for  one 
more  statement— I  think  this  will  be  the  straw  that  will  break 
the  proverbial  camels  back  or  will  cause  such  "Internal  com- 
bustion" as  to  create  a  "new  hump."  The  result  will  be  "fixed 
division  all  over  the  country"  and  can  anybody,  other  than  a 
'  non  r ompls"  agree  to  "regulated  rates,  regulated  labor  costs, 
and  regulated  methods  for  dividing  revenues  between  carriers?*' 
Whst  sort  of  "private  operation"  I*  thl*T  Wby  not  "can  all 


railroad  executives  and  managers"  and  let  the  government  run 
the  roads  by  taxation?  In  this  way  we  could  get  low  rates 
(perhaps  not  low  wages)  without  resorting  to  the  barge  line 
"big  stick." 

Benefits  from  subsidy  should  be  national  rather  than  sec- 
tional and  it's  up  to  the  proponents  of  the  vicious  barge  line 
scheme  to  prove  their  case.  It  should  be  remembered  that  the 
present  owners  of  railroads  (at  least  some  of  them)  are  citizens 
of  the  U.  S.  A.  and  pay  a  part  of  the  taxes. 

I  say  let  the  barge  enthusiasts  prove  that  "barge  benefits 
will  be  national,"  and  when  this  is  done  let  us  scrap  the  rail 
lines  (the  proven  failure  of  the  age)  and  dig  canals,  dredge  the 
rivers,  bayous,  etc.,  until  we  have  a  "national  system  of  water- 
ways." If  we  confine  our  waterway  development  to  a  few  large 
.streams  and  use  the  "low  water  rates"  as  a  club  to  beat  down 
rail  rates  we'll  have  a  hard  time  convincing  rail  promoters  that 
business  is  going  to  "flow  their  way"  in  the  face  of  a  "barge 
differential." 

Galveston,  Tex..  Feb.  1,  1922.  H.  B.  Cummins. 


Personal  Notes 


M  U.  Clark  has  been  appointed  traveling  freight  agent  for 
the  Wabasb  Railway,  at  St.  Louis,  succeeding  W.  B.  Wheeler. 
who  resigned. 

George  L.  McNay  has  been  appointed  traveling  freight  and 
passenger  agent  for  the  El  Paso  A  Southwestern  System,  at 
Cleveland. 

Thomas  H.  Fltz.  formerly  with  the  Railroad  Administration, 
and  Charles  P.  Stewart,  formerly  counsel  for  the  C.  C.  C.  &  St. 
L.  Railway,  have  opened  law  offices  in  Indianapolis. 

Henry  A.  Palmer,  editor  of  The  Traffic  World,  will  address 
the  graduate  school  of  business  administration.  Harvard  Uni- 
versity. February  14.  on  the  subject  of  "Corporate  Public  Rela- 
tions." 

J.  Kappeyne.  consulting  engineer.  Syracuse,  N.  Y.,  addressed 
the  public  utility  class  of  the  College  of  Business  Administra- 
tion. Syracuse  University,  last  month,  on  the  subject  of  "Organ- 
isation and  Work  of  a  Public  rtility  Commission." 

Joseph  Rankln  has  been  appointed  general  agent,  and  J.  R. 
Yore,  commercial  agent,  for  the  GullTCoast  Lines,  at  St.  Louis. 

Bert  J.  Lawless  has  been  appointed  traveling  freight  agent 
for  the  Buffalo.  Rochester  A  Pittsburgh  Railway,  at  Newark, 
N.  J.  He  was  succeeded  as  traveling  freight  agent  for  the  same 
road  at  Pittsburgh  by  James  C.  Gross. 

The  Louisville  &  Nashville  has  announced  the  following  ap- 
pointments: W.  D.  Clary,  traveling  freight  agent.  Jacksonville, 
Fla.:  L.  J.  Faist.  traveling  freight  agent,  Birmingham,  Ala.; 
O.  T.  Higgle,  traveling  freight  service  agent,  Birmingham,  Ala.; 
J.  W.  Wflson.  city  freight  service  agent.  Atlanta.  Ga. 

C.  L.  Strunk  ha*  been  appointed  traffic  manager  for  the 
Benjamin  Electric  Manufacturing  Company.  Chicago,  succeed- 
ing F.  H.  Thyer.  who  accepted  a  position  with  the  sales  depart- 
ment of  that  company. 

Robert  I.  Pierce,  former  rate  specialist  for  the  Firestone 
Tire  A  Rubber  Company.  Akron.  Ohio,  has  been  selected  to  man- 
age the  newly  organised  traffic  bureau  of  the  Terre  Haute,  Ind.. 
Chamber  of  Commerce. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

*' «»»»»' 


ley  A  Dustln  Line;  vice-presidents,  W.  8.  Rodger,  general  traffic 
manager.  Detroit  United  Lines:  George  R.  Dawson,  traffic  man- 
ager. Mulkey  Salt  Company;  secretary,  T.  R.  Cochrane,  district 
freight  agent,  Wabash  Railway;  treasurer.  J.  A.  Ferguson,  con- 
tracting freight  agent.  Canadian  Pacific  Railway;  executive  com- 
mittee members.  O.  R.  Bromley,  general  freight  agent,  Michigan 
Central;  W.  8.  Crowl.  traffic  manager.  Michigan  Alkali  Company. 


The  regular  meeting  and  entertainment  of  the  Cincinnati 
Railway  Club  will  be  held  at  the  Chamber  of  Commerce,  February 
13.  Entertainment  will  be  furnished  by  employes  and  officers 
of  the  Baltimore  &  Ohio  Railroad. 


The  February  meeting  of  the  York  (Pa.)  Traffic  Club  was 
held  at  the  Manufacturers'  Association,  February  9.  C.  E. 
McCullough.  division  passenger  agent  for  the  Pennsylvania  Sys- 
tem, spoke,  his  subject  being  "E  Plurlbus  Unum." 

The  annual  meeting  and  election  of  officer*  of  the  Traffic 
flub  of  Philadelphia  will  take  place  at  the  Bellevue-Stratford 
Hotel,  February  14. 

The  February  meeting  of  the  Pacific  Traffic  Association  was 
held  at  the  Merchants'  Exchange.  February  7.  Paul  Burks,  at- 
torney for  the  A.  T.  A  8.  F.,  spoke  on  "Transportation  Prob- 


330 


THE    TRAFFIC     WORLD 


vol.  XXIX,  No.  6 


lems,"   and   John   H.   Leary,    terminal   superintendent   Western 
Pacific,  spoke  on  "Terminal  Operation  of  Railroads." 


At  the  regular  meeting  of  the  El  Paso  (Tex.)  Traffic  Club, 
held  January  11,  the  following  officers  were  elected:  President, 
A.  L.  Sarles;  vice-presidents,  P.  H.  Evers,  K.  E.  Gibson  and 
C.  W.  Waterman;  secretary-treasurer,  J.  W.  Callahan. 


The  Traffic  Club  of  Memphis  gave  a  stag  party  at  the  Gayoso 
Hotel,  February  10. 

The  annual  meeting  and  election  of  officers  of  the  Miami 
Valley  Traffic  Club  will  be  held  at  the  Dayton  City  Club,  Dayton, 
Ohio,  February  16. 


The  Traffic  Club  of  Chicago  gave  a  home-coming  luncheon, 
February  9,  to  F.  L.  Bateman,  a  member  of  the  club,  who  has 
Just  returned  from  the  Orient. 

The  Transportation  Club  of  St.  Paul,  which  was  recently 
organized  with  a  membership  of  218,  held  its  first  annual  meet- 
ing at  the  Ryan  Hotel,  February  7,  and  elected  the  following 
officers:  President,  P.  R.  Flanagan,  assistant  general  freight 
agent,  Chicago  Great  Western  Railroad;  vice-president,  Foster 
Hannaford,  vice-president,  Noyes  Brothers  &  Cutler;  secretary, 
Charles  A.  Liggett,  service  inspector,  St.  Paul  Association ;  treas- 
urer, F.  H.  Parker,  assistant  general  freight  agent,  Great  North- 
ern Railway;  directors,  C.  S.  Beach,  traffic  manager,  Finch,  Van 
Slyck  &  McConville;  H.  G.  Costello,  traffic  manager,  Yung-Gray 
Lumber  Company;  M.  R  Graven,  local  freight  agent,  C.  M.  & 
St.  P.;  H.  Lufkin,  traffic  manager,  St.  Paul  Foundry  Company; 
H.  Mueller,  traffic  director,  St.  Paul  Association.  Mr.  Mueller 
spoke  to  the  meeting  on  the  subjects  of  the  general  rate  inquiry 
now  going  on  in  Washington,  and  the  proposal  to  appoint  a 
director-general  of  transportation.  The  club  plans  to  hold 
weekly  luncheons  at  the  Ryan  Hotel. 


The  election  of  officers  and  directors  of  the  Transportation 
Club  of  Louisville  will  take  place  at  a  valentine  party  to  be  held 
at  the  Pendennis  Club,  February  14.  G.  H.  McClain,  manager  of 
the  Louisville  Safety  Council,  will  speak  on  "Claim  Prevention." 


PROTECTION  FROM  BRIBERY,  ETC. 

The  Traffic  World  Washington  Bureau 

A  favorable  report  on  H.  R.  10159,  a  bill  further  to  protect 
interstate  and  foreign  commerce  against  bribery  and  other  cor- 
rupt trade  practices,  which  was  introduced  by  Representative 
Volstead,  has  been  made  to  the  House  by  the  committee  on 
judiciary.  The  reported  bill  is  a  modification  of  H.  R.  5632  which 
was  introduced  some  time  ago  by  Mr.  Volstead. 

Representative  Christopherson,  who  submitted  the  report, 
said  the  revised  measure,  among  other  things,  was  intended  to 
cover  the  taking  or  giving  of  bribes  in  connection  with  preferen- 
tial freight  car  service. 

"This  bill  seeks  to  prohibit  what  is  known  in  trade  circles 
as  commercial  bribery,  an  evil  practice  that  seems  to  have  crept 
Into  many  lines  of  trade  and  to  be  of  more  far-reaching  conse- 
quence than  is  generally  supposed,"  the  committee  report  said. 

"The  bill  as  first  drawn  and  introduced,  being  H.  R.  5632, 
did  not  prohibit  this  practice,  if  with  the  knowledge  and  consent 
of  the  employer  or  principal,  but  the  committee,  after  consider- 
ation and  at  the  suggestion  of  Hon.  Huston  Thompson,  chairman 
of  the  Federal  Trade  Commission,  deemed  it  advisable  to  re- 
move this  distinction  and  make  the  law  applicable  to  all  trans- 
actions of  this  kind." 

The  bill  as  originally  drafted  was  submitted  also  to  the 
solicitor  of  the  Department  of  Commerce,  and  in  a  memorandum 
submitted  to  the  committee  the  solicitor  said  In  part: 

It  has  been  claimed  a  good  many  times  that  during  periods  of 
car  shortage  switching  crews  would  show  favoritism  as  between 
shippers,  depending  upon  the  size  of  the  tips,  bonuses,  presents,  or 
what  not  of  the  respective  shippers,  and  that  in  many  instances 
shippers  would  receive  undue  preference  in  either  the  distribution 
of  cars  or  the  handling  of  their  freight  In  congested  areas.  The 
go-called  Elkins  Act  is  broad  enough  to  cover  transactions  of  the 
character  mentioned  if  proper  evidence  thereof  can  be  secured. 
The  present  bill  seems  to  be  broad-  enough  to  legalize  that  practice  in 
the  railroad  fleld  if  payments  to  the  employees  are  within  the  knowl- 
edge of  the  railway  employers.  It  seems  to  me  this  uncertainty 
should  be  cleared  up  by  stating  that  the  bill  is  not  intended  to 
cover  transactions  of  the  character  Indicated  between  shippers  and 
railway  employees;  that  the  latter  offenses  of  the  character  indicated 
shall  be  governed  by  the  provisions  of  the  Elkins  law  and  act  to 
regulate  commerce. 

In  redrafting  the  measure  the  committee,  as  stated  above  in 
the  quotation  from  the  report,  eliminated  the  provisions  with  re- 
gard to  "knowledge  and  consent  of  the  employer  or  principal" 
but  did  not  stipulate,  as  recommended  by  the  solicitor  of  the 
Department  of  Commerce,  that  the  bill  was  not  to  apply  ~to  trans- 
actions between  shippers  and  railway  employes. 

Mr.  Christopherson  said  the  committee  discussed  that  ques- 
tion but  he  said  he  had  been  unable  to  find  that  the  Elkins  act 
or  any  other  act  specifically  met  the  situation  of  bribery  of  rail- 


way employes  to  get  preferred  car  service,  and  that  therefore  the 
committee  drafted  the  new  bill  so  as  to  cover  such  transactions. 
A  new  paragraph  was  added  at  the  end  of  the  revised  bill,  how- 
ever, providing  that  "nothing  herein  contained  shall  be  deemed 
to  repeal  or  construed  as  a  repeal  of  any  existing  law  prohibiting 
bribery  or  other  corrupt  trade  practices  in  interstate  and  foreign 
commerce,  but  that  a  prosecution  under  one  statute  pertaining 
to  such  offense  shall  be  a  bar  to  a  prosecution  for  the  same 
offense  under  another  statute."  This  paragraph  was  added  in 
order  that  there  might  be  no  implied  repeal  of  any  existing  law 
pertaining  to  the  same  question,  the  committee  said. 

The  Interstate  Commerce  Commission  in  its  annual  reports 
for  1920  and  also  1921  recommended  that  the  interstate  com- 
merce act  be  amended  to  cover  specifically  bribery  of  railway  em- 
ployes. 

"Bribery  of  this  character,"  the  Commission  said,  "in  many 
instances  can  not  be  directly  and  effectively  reached  under  exist- 
ing laws." 

The  bill  as  reported  does  not  specifically  refer  to  bribery  of 
railway  employes.  Section  1  of  the  bill,  under  which  the  com- 
mittee believes  the  bribery  of  railway  employes  could  be  reached, 
follows: 

That  it  shall  be  unlawful  for  any  person,  corporation,  partner- 
ship, or  other  organization  to  give  or  offer  to  give  to  any  employee, 
representative,  or  agent  of  another  or  to  a  member  of  his  family 
or  to  anyone  for  his  use  or  benefit,  directly  or  indirectly,  any  com- 
missions, money,  property,  or  other  valuable  thing  as  an  induce- 
ment, a  bribe,  or  reward  for  doing  or  omitting  to  do  any  act  or 
for  showing  or  forbearing  to  show  any  favor  or  disfavor  by  such 
employee  or  agent  in  relation  to  the  affairs  or  business  of  his 
employer  or  principal,  which  affairs  or  business  constitute  or  directly 
affect  commerce  among  the  States  or  with  foreign  nations  or  in  the 
District  of  Columbia,  or  for  any  employee  or  agent  to  solicit,  accept, 
receive,  or  take,  directly  or  indirectly,  any  commission,  money,  prop- 
erty, or  other  valuable  thing  as  an  inducement,  a  bribe,  or  reward 
for  doing  or  omitting  to  do  any  act  or  for  showing  any  favor  or 
disfavor  in  relation  to  the  affairs  or  business  of  his  employer  or 
principal,  which  affairs  or  business  constitute  or  directly  affect  com- 
merce among  the  States  or  with  foreign  nations  or  in  the  District 
of  Columbia:  Provided,  however,  That  the  foregoing  shall  not  apply 
to  transactions  between  an  employer  or  principal  and  his  employee  or 
agent. 

Under  section  5  of  the  bill  immunity  would  be  granted  to 
"any  person  guilty  of  an  offense  within  the  purview  of  this  act 
who  shall  first  report  the  facts,  under  oath,  to  any  United  States 
district  attorney." 

Section  6,  providing  the  penalty,  follows: 

Sec.  6.  That  whoever  violates  any  of  the  provisions  of  this  Act 
shall  upon  conviction  be  punished  by  a  fine  of  not  more  than  $3,000 
or  imprisonment  for  not  more  than  two  years,  or  by  both.  If  a 
corporation,  partnership,  or  other  organization  is  guilty  of  a  viola- 
tion, the  person  or  persons  through  whom  the  corporation,  partner- 
ship, or  other  organization  acts  shall  also  be  deemed  guilty  and 
punished  as  aforsaid. 


RATES  ON  IRON   ORE 

The  Traffic  World  Washington  Bureau 

An  unusual  tariff  publication  is  being  made  by  Curlett  in 
behalf  of  carriers  serving  East  St.  Louis  from  Baltimore  and 
Philadelphia.  Some  time  ago  he  published  a  rate  on  imported 
iron  ore  (I.  C.  C.  A-58)  reducing  the  rate  from  Philadelphia 
to  East  St.  Louis  to  $7.32  per  gross,  effective  February  15. 
Nine  days  before  the  effective  date  of  that  tariff  he  received 
sixth  section  permission  (No.  57060)  authorizing  him  to  estab- 
lish an  import  rate  from  Baltimore  to  East  St.  Louis  on  the 
same  basis — that  is  to  say,  the  rate  from  Baltimore  to  be  dif- 
ferentially under  Philadelphia  in  accordance  with  the  recog- 
nized rules  for  making  rates  to  and  from  the  ports.  That  would 
make  the  rate  from  Baltimore  twenty  cents  per  ton  less  than 
the  one  from  Philadelphia. 

The  only  explanation  in  connection  with  the  sixth  section 
application  was  that  when  the  rate  was  published  from  Phila- 
delphia it  was  thought  the  only  imported  ore  would  come 
through  that  port.  After  the  publication  bf  the  rate  from  Phila- 
delphia, Curlett  said  it  was  learned  that  a  cargo  of  ore  was 
bound  for  Baltimore  and  the  prospective  consignee  thereof  de- 
sired a  rate  from  Baltimore  related,  on  the  usual  basis,  to  the 
rate  from  Philadelphia,  to  East  St.  Louis. 

In  the  tariff  to  be  published  under  the  special  permission 
hereinbefore  mentioned,  Curlett  said  he  would  take  care  of  New 
York  so  that  in  the  event  ore  should  be  sent  to  that  port,  It 
could  be  carried  to  East  St.  Louis  on  a  rate  forty  cents  per  ton 
over  Philadelphia. 

At  present  ore  is  on  the  sixth  class  basis  from  the  three 
ports  mentioned.  The  sixth  class  rates  from  the  ports  which 
are  being  cut  by  the  Curlett  tariffs  are:  61.5  from  New  York; 
59.5  from  Philadelphia;  and  58.5  from  Baltimore. 

In  view  of  the  recent  commotion  on  account  of  iron  ore 
rates,  the  Curlett  application  attracted  more  than  an  ordinary 
amount  of  attention. 
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Questions  and  Answers 

In  thia  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  trafic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  hia  opinion  in  answer  to  any  simple  question  relating  to  the  taw 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
linsjlnigs  will  anawer  questions  relating  to  practical  traffic 
W*  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
in  hia  work.  Paraona  desiring  immediate  answer  by  mail  or 
ort  ataborata  treatment  of  any  question — by  the  citation  of 
*n  a  legal  opinion,  for  instance—  may  obtain  this  kind  o* 


prwate  service  by  the  payment  of  a  naannahlr  fee.  The  right  is  re 
a*  ml  to  refuse  to  anawer  In  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  inyaatlgattoa  herein  contemplated 

Address  Qucattons  and  Anawcra  Department. 
• —  "miiMlm.  Colorado  Buildta*.  W«htn€too.  D  C 


(a)  Tariff  Interpretation — Intermediate  Application;  (b)  Bill  of 
Lading  Containing  Complete  Routing  Instructions  and  a  Rate 
Applicable  to  Billed  Destination  Via  No  Route 

Pennsylvania. — Question:  We  made  a  shipment  of  tank  ma- 
terial from  Cleveland.  O..  to  Superior,  La,  At  the  time  shipment 
moved.  Superior,  La.,  was  not  shown  in  SWL  Tariff  58-L.  Said 
tariff  published  commodity  rate  from  Cleveland  to  Vivian,  La. 
Superior  is  intermediate  to  Vivian  on  traffic  delivered  to  the 
Kansas  City  Southern  Railway  at  Shreveport.  The  tariff  carried 
Intermediate  clause  reading,  "Unless  otherwise  provided  to  the 
contrary,  rate  to  apply  will  be  that  which  applies-to  the  next 
more  distant  point  on  the  same  railroad."  However,  Item  pub- 
lishing rate  from  Cleveland  to  Vivian  carries  a  clause,  "applicable 
only  from  and  to  points  specified." 

When  shipments  moved,  they  were  routed  via  Kansas  City, 
Mo.,  co.  Kansas  City  Southern  Railway  to  Vivian.  Rate  was 
specified  on  the  bill  of  lading,  which  shippers  contend  under 
Item  1800  Is  properly  applicable.  Carriers  take  the  position  that 
Inasmuch  as  intermediate  clause  reads  "unless  otherwise  pro- 
vided to  the  contrary,"  etc.,  etc.,  and  as  Item  naming  rate  shows 
wording  "applicable  only  from  and  to  points  specified."  Vivian 
rate  could  not  be  protected  via.  any  route  to  Superior. 

When  shipments  were  forwarded  via,  Kansas  City,  Mo.,  c'o 
Kansas  City  Southern  Railway,  shippers  specified  both  rate  and 
route  in  the  bill  of  lading  tendered  to  the  originating  carrier, 
who  signed  the  bill  of  lading  carrying  Vivian  rate  and  registered 
no  exception  thereto.  Destination  line  Is  now  billing  the  ship- 
pers for  the  undercharge,  which  bill,  they  feel,  they  cannot 
consistently  honor  in  view  of  the  foregoing.  Please  let  us  have 
your  opinion  as  to  the  rights  of  the  shipper. 

Answer:  We  are  of  the  opinion  that  the  Vivian,  La.,  rate 
In  question,  cannot  be  applied  at  Superior,  I.*.,  by  use  of  the 
Intermediate  rule  of  Inland's  Tariff  58-1*  That  rule,  carrying 
as  it  does,  a  condition  precedent  to  Its  application — an  absence 
of  a  provision  to  the  contrary,  may  not  be  applied  except  in 
those  cases  where  that  condition  may  be  met.  This  condition 
or  proviso  Is  met  In  those  cases  when  the  rates  carry  no  re- 
striction which  will  operate  to  prevent  the  use  of  the  Interme- 
diate rule. 

Practically  all  of  the  "miscellaneous"  commodity  rate  Items 
In  this  tariff  carry  a  restriction  that  the  rates  named  therein 
are  applicable  "only  from  and  to  the  points  specified."  and  this 
restriction  Is  one  of  the  "provisions  to  the  contrary,"  within 
th<  meaning  of  the  proviso  in  the  Item  1800. 

Conference  Ruling  474-C  provides  that  the  carrier's  agent  la 
obliged,  under  the  law.  to  refrain  from  executing  a  bill  of  lading 
containing  provisions  which  cannot  lawfully  be  compiled  with, 
and  that  when  the  shipper  inserts  both  rate  and  route  therein 
and  the  rate  does  not  apply  via  the  route  designated,  the  agent- 
must  call  shipper's  attention  to  the  Inconsistency  and  ascertain 
which  shall  be  observed— the  rate  or  the  route;  also  that  the 
carrier  shall  be  liable  for  any  damages  resulting  from  the  agent's 
failure  to  comply  with  these  provisions. 

Applying  this  rule  to  your  case — the  agent  Issued  a  bill  of 
lading  containing  provisions  which  could  not  be  compiled  with. 
In  that  he  contracted  to  haul  your  shipment  via  the  route  des- 
ignated, at  a  figure  purporting  to  be  the  rate  to  Superior,  La., 
but  which,  as  a  matter  of  fact,  was  no  rate  at  all — not  applicable 
to  Superior  via  any  route. 

The  question  of  damages  must  next  be  disposed  of.  The 
carrier  may  not,  because  of  having  Issued  such  wrongful  bill 
of  lading,  apply  a  rate  which  Is  not  published  In  any  manner  to 
Superior.  Had  routing  been  left  open,  the  purported  rate  shown 
in  the  bill  of  lading  could  not  have  been  protected,  because  not 
published  as  required  by  law. 

The  effect,  then,  Is  that  shipper  has  merely  routed  his  ship- 
ment without  specifying  a  rate  In  the  bill  of  lading.  The  carrier. 
In  changing  the  rate  via  the  route  selected  by  the  shipper,  even 
though  It  Issued  an  Improper  bill  of  lading,  has  not  damaged 
th»  shipper.  "The  shipper  Is  charged  with  a  knowledge  of  the 
rates,  rules,  etc.,  under  which  he  ships,  and  his  non-compliance 
therewith  furnishes  no  grounds  for  authorizing  the  waiver  of 
the  published  and  legally  applicable  tariff  provisions."  Maloney 


Tank  Manufacturing  Co.  vs.  St.  L.-S.  F.,  42  I.  C.  C.  605;   Good- 
Hopkins  Lumber  Co.  vs.  G.  N.  Ry.,  51  I.  C.  C.  99. 
War  Tax  on   Demurrage  Charge 

Illinois. — Question:  Kindly  let  us  have  information  in  re- 
gard to  the  possibility  of  a  refund  of  war  tax  on  demurrage 
charges  paid  between  November  1,  1917,  when  the  tax  law  took 
effect,  and  May  26,  1920,  when  the  Treasury  Department  ruled 
that  demurrage  was  not  transportation  as  per  their  Treasury  De- 
cision Ruling  No.  3022.  It  is  true  that  on  November  27,  1920, 
they  reversed  this  decision  and,  under  Treasury  Decision  No. 
3096,  held  that  demurrage  was  transportation,  but  the  question 
is  as  to  the  tax  paid  prior  to  May  26,  1920.  In  other  words, 
was  Treasury  Decision  No.  3022  retroactive  in  its  effect? 

Answer:  We  are  advised  by  the  Treasury  Department  that 
the  provisions  of  Treasury  Decision  3096  are  held  to  be  retro- 
active to  the  effective  date  of  the  revenue  act  of  1918,  and,  since 
the  provisions  of  subdivision  (a)  of  section  500  of  the  revenue 
act  of  1917  are  the  same,  a  similar  ruling  is  held  to  apply  to  all 
transportation  services  rendered  on  and  after  November  1,  1917; 
that,  therefore,  in  view  of  this  ruling  that  demurrage  accruing 
in  connection  with  transportation  services  rendered  since  No- 
vember 1,  1917,  is  subject  to  the  transportation  taxes  imposed 
by  section  500  of  the  revenue  acts  of  1917  and  1918,  claims  for 
refund  of  taxes  paid  on  demurrage  are  not  considered  to  be  in 
order,  although,  of  course,  any  party  has  under  section  3220 
of  the  U.  8.  Revised  Statutes  and  section  1315  of  the  revenue 
act  of  1921,  the  right  to  file  a  claim  for  refund  for  all  taxes 
claimed  by  them  to  have  been  erroneously  or  illegally  collected. 
Routing — Rate  Applicable  Via  Route  of  Movement  Must  Be 
Protected 

West  Virginia. — Question:  C  is  point  of  origin  located  on 
railroads  A  and  B.  D  is  destination  located  on  railroad  B.  Car 
is  loaded  on  railroad  A,  which  has  through  rate  from  C  to  D, 
with  no  routing  shown  in  tariff.  Railroad  B,  however,  has 
through  published  rate  via  Its  line  direct  which  is  considerably 
lower  than  that  published  by  A  and,  under  its  absorption  tariff, 
can  absorb  switching  charge  of  railroad  A  and  handle  the  traffic 
through  to  destination  at  a  lower  rate.  Car  was  tendered  to 
A  unrouted,  and  although  it  was  revenue  waybllled  via  the 
natural  connection  between  A  and  B,  the  car  was  actually  de- 
livered to  carrier  B  In  switching  service  at  point  of  origin,  and 
moved  to  destination  via  carrier  B  direct;  consequently  question 
arises  as  to  whether  we  are  entitled  to  the  lawfully  published 
rate  of  carrier  B,  in  connection  wlthf  its  absorption  tariff,  or  the 
lawfully  published  rate  of  carrier  A.  Please  advise. 

Answer:  Under  the  Cornmisslon's  ruling  in  International 
Salt  Co  of  New  York  vs.  S.  A.  L..  46  I.  C.  C.  478,  that  a  carrier 
Is  entitled  to  the  line  haul,  even  in  the  absence  of  routing  re- 
strictions in  the  tariff,  and  Is  not  obliged  to  turn  a  shipment 
over  to  Its  connection  at  point  of  origin  on  a  switch  movement, 
the  joint  rate  published  by  Road  A  In  connection  with  Road 
B  Is  not  applicable  via  the  route  thia  shipment  moved.  To  hold 
to  the  contrary  would  be  the  equivalent  of  saying  that  the  rate 
applies  over  a  route  over  which  the  carrier  is  not  obligated  to 
forward  the  shipment,  furthermore,  this  same  rule  would  make 
Inapplicable  the  local  rate  published  by  Road  B  under  which 
rate  the  switching  charge  of  Road  A  Is  absorbed. 

Ni'lther  the  Joint  rate  published  by  Road  A  nor  the  local 
rate  published  by  Road  B  being  applicable,  but  the  shipment 
having  been  delivered  in  switch  movement  to  Road  B,  the  rate 
applicable  via  that  route,  namely,  the  switching  rate  of  Road 
A  plus  the  local  rate  of  Road  B,  but  not  higher  than  the  Joint 
rate  of  Road  A.  Is.  In  our  opinion,  the  proper  rate  to  apply  on 
the  shipment  In  question,  because  of  Road  A's  duty  of  protecting 
the  rate  applicable  via  the  route  of  movement,  but  not  higher 
«h*n  the  rate  applicable  via  the  bill  of  lading  routing  Instruc- 
tions, or,  In  the  absence  of  complete  Instructions,  the  rate  ap- 
plicable via  the  cheapest  route  via  which  Road  A  had  a  duty 
to  forward  the  car. 

Weighing  and  Reweighing — In  Testing  Accuracy  of  Scale  Weights 
by  Comparison,  One  with  Another,  Mere  Guess  Not  Com- 
parable 

California. — Question:  Please  refer  to  rule  8,  section  A. 
"National  Code  of  Weighing  Rules,"  correct  Interpretation  of 
term,  "Billed  Weight." 

Can  this  term  be  applied  to  weight  shown  on  bill  of  lading, 
which  has  been  Inserted  by  shipper,  used  by  carrier's  agent  on 
waybill  (such  weight  being  shipper's  approximate  weight,  but  In 
no  way  approved  by  a  weighing  bureau,  or  acknowledged  as 
correct  weight  by  carriers),  and  If  first  track  scale  net  weight 
Is  within  the  tolerance  prescribed,  should  weight  on  waybill  be 
protected,  or  correction  made  to  basis  of  track  scaling  net 
weight? 

Section  B  reads:  "If  the  difference  between  the  original 
net  weight  and  the  weight  obtained  by  rewelghlng  does  not 
exceed  the  tolerance  provided  In  this  rule,  the  first  weight  will 
not  be  changed."  etc. 

Thp  term  "ordinal  net  weight"— can  this  be  applied  to  a 
weight  shown  on  bill  of  lading,  and  used  by  carrier's  agent  on 
waybill,  as  shown  In  above  paragraph? 
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Answer:  Rule  8,  section  A,  National  Code  of  Weighing  and 
Reweighing  Rules,  outlines  the  procedure  for  arriving  at  a  cor- 
rect basis  for  assessing  freight  charges,  in  case  a  carload  ship- 
ment is  check-weighed  or  reweighed,  en  route  or  at  destination. 
Obviously  a  car  may  not  be  check-weighed  or  reweighed  until 
it.  has  been  "weighed."  Check-weighing  or  reweighing  presup- 
poses a  weighing.  Rules,  1,  2  and  3  of  this  code  specify  the 
manner  In  which  weights  shall  be  obtained.  Therefore,  section 
B  of  rule  8,  in  speaking  of  the  "original  net  weight"  as  con- 
stituting one  unit  in  the  comparison  outlined  in  that  section, 
contemplates  a  net  weight  obtained  in  the  manner  required  by 
the  preceding  rules.  Where  a  weight  is  obtained  under  the  pre- 
scribed method  for  billing  purposes,  that  weight  is  the  "billed 
weight,"  when  inserted  in  the  billing,  and  is  the  kind  of  weight 
contemplated  in  section  A  of  rule  8. 

In  order  to  properly  test  the  weight  of  a  car,  three  weigh- 
ings are  required;  first,  a  "billed  weight,"  ascertained  in  the 
prescribed  manner;  second,  a  check  weight  or  reweight,  while 
car  is  in  transit  or  at  destination;  and  a  third  weight,  to  com- 
pare with  either  the  billed  weight  or  the  check  weight,  the  two 
running  most  nearly  together,  obviously  and  reasonably,  indi- 
cating the  most  reasonable  basis  applicable.  Of  course,  in  draw- 
ing this  comparison  between  any-  two  of  the  three  weights  thus 
obtained,  due  consideration  should  be  given  to  all  of  the  con- 
ditions affecting  the  taking  of  each  of  such  weights.  It  might 
b«  for  example,  that  the  third  weight  and  the  billed  weight  are 
more  closely  together,  but  that  if  all  of  the  conditions  under 
which  the  billed  weight  was  obtained  are  fully  considered,  the 
effect  woud  be  to  make  the  third  weight  more  nearly  approxi- 
mate the  check-weight,  and  thus  change  the  situation  to  a  basis 
reasonably  adjusted  on  the  comparison  of  the  second  and  third 
weights  due  consideration  being  given  to  the  tolerance  rule. 

It  will  be  seen  that  neither  the  first  weight,  nor  the  second 
weight  prove  anything,  but  that  a  third  weight  is  required.  How, 
then  could  ah  imaginary  weight  or  a  mere  guess  as  to  the 
weight  constitute  one  proper  unit  for  reaching  a  reasonable 
comparative  basis  on  which  to  assess  charges?  The  mere  fact 
that  the  railroad  has  weighed  the  car  twice  with  a  different 
result  raises  the  presumption  of  error,  which  should  fairly  re- 
quire the  carrier  to  resolve  the  doubt  at  its  own  expense  (Weigh- 
ing of  Freight  by  Carrier,  28  I.  C.  C.  36).  A  guess  as  to  the 
proper  weight,  compared  with  a  single  track  scale  weight,  proves 
nothing,  however,  close  the  guess  may  approximate  the  scale 
weight.  There  must  be  two  positive  factors  for  drawing  a  reli- 
able comparison,  and  this  comparison,  which  does  not  yield  a 
difference  greater  than  the  tolerance  is  acceptable  as  a  fair  basis. 
If  it  exceeds  the  tolerance,  it  raises  the  presumption  of  error, 
as  above  stated,  and  automatically  requires  a  third  weighing  if  a 
proper  test  is  desired. 

Ratings  When   Packages   Do   Not  Comply  with   Classification    Re- 
quirements and   Specifications 

Maryland.— Question:  Recently  we  offered  to  the  carriers 
shipments  of  powdered  milk  in  bags.  You  will  observe  that  the 
Consolidated  Classification  makes  no  provisions  for  handling  ship- 
ments of  powdered  milk  in  bags,  but  does  provide  third  class, 
carloads,  when  in  metal  cans,  cans  in  boxes,  or  in  metal  cartons 
in  crates. 

The  carriers  are  insisting  that  these  shipments  should  be 
rated  three  classes  higher  than  third  class,  based  on  the  follow- 
ing considerations: 

"Under  rule  5,  section  3,  paragraph  C,  of  the  classification 
it  is  provided:  When  articles  have  been  transported  in  con- 
tainers of  a  kind,  the  use  of  which  is  not  authorized  for  such 
containers,  the  following  will  govern:'  Articles  other  than 
liquid  in  bags  or  barrels  will  be  rated  the  same  as  in  bales  not 
machine  pressed;  in  bales  not  machine  pressed,  will  be  rated 
two  classes  higher  than  when  in  machine  pressed  bales.  In 
machine  pressed  bales  will  be  rated  one  class  higher  than  in 
barrels  or  boxes,  whichever  is  the  higher." 

It  is  my  idea  that  such  an  interpretation  is  absolutely  ab- 
surd. Does  anyone  consider  that  it  is  possible  to  handle  pow- 
dered milk  in  machine  pressed  bales?  My  ideas  is  that  the 
meaning  of  the  above  excerpts  from  rule  5  is  that  these  higher 
classes  will  be  applied  when  shipments  are  handled  in  con- 
tainers of  the  kind  specified.  That  is  to  say,  when  it  states 
that  shipments  in  bags  or  barrels  will  be  rated  the  same  as  in 
bales  not  machine  pressed,  the  only  reasonable  interpretation 
is  that  the  commodity  in  question  will  take  the  same  rating  in 
bags  as  the  same  commodity  would  take  if  handled  in  bales  not 
machine  pressed. 

The  interpretation  which  the  carriers  place  on  this  rule, 
taking  an  extreme  case  to  show  the  absurdity,  would  mean  that 
a  bag  of  crushed  stone,  if  not  provided  for  in  the  classification, 
would  be  subject  to  either  a  bale  of  stones,  or  some  other  com- 
modity that  could  be  handled  in  bales. 

Answer:  While  we  can  locate  no  opinion  of  the  Commis- 
sion with  respect  to  the  application  of  this  rule,  it  is  our  under- 
standing that  the  rule  is  intended  to  and  is  being  applied  in  the 
manner  in  which  the  carriers  to  which  you  refer  are  applying 
it,  in  your  instance. 


Application  of  Jeffersonville,  Ind.,  Rates  in  Speiden's  1.  C.  C.  363 
from  Cincinnati 

Alabama.— Question:  Referring  to  the  question  asked  by 
"Ohio"  in  The  Traffic  World  of  January  21,  1922,  in  regard  to 
application  of  Jeffersonville,  Ind.,  rates  being  applied  south  of 
Cincinnati  on  traffic  originating  at  points  in  C.  F.  A.  territory, 
consigned  to  points  in  the  South  where  no  through  rates  are 
published. 

Will  you  please  refer  to  Speiden's  I.  C.  C.  363,  which  tariff 
gives  reference  to  Eugene  Morris'  I.  C.  C.  A-115,  supplements 
thereto  and  reissues  thereof,  and  advise  through  your  columns 
whether  or  not,  in  your  opinion,  you  can  apply  Jeffersonville 
rates  south  of  Cincinnati  on  shipments  moving  in  May,  1921? 
In  other  words,  do  you  consider  Kelly's  I.  C.  C.  666  a  reissue  of 
Morris'  I.  C.  C.  A-115? 

Answer:  Speiden's  I.  C.  C.  363  was  canceled  by  his  I.  C.  C. 
455  on  April  20,  1921,  or  prior  to  date  of  shipment  covered  by 
your  query,  viz.,  May,  1921,  unless,  of  course,  you  have  in  mind 
the  class  "B"  rates  to  certain  destinations  which  were  suspended. 

Item  315  of  I.  C.  C.  455  brings  forward  the  information  con- 
tained in  item  315  of  I.  C.  C.  363,  and  carries  the  then  current 
numbers  of  tariffs  containing  the  origin  point  from  which  Jef- 
fersonville rates  will  apply  from  Cincinnati,  and,  in  so  doing, 
apparently  answers  your  question,  as  tariff  I.  C.  C.  666  replaces 
I.  C.  C.  A-115,  showing  beyond  question  of  doubt  that  I.  C.  C.  666 
was  considered  by  the  compiler  of  I.  C.  C.  455  as  a  reissue  of 
I.  C.  C.  A-115.  This,  of  course,  is  not  controlling. 

The  word  "reissue"  is  generally  used  in  connection  with 
tariffs  as  meaning  a  superseding  issue  which  may  contain  all 
the  subject  matter  of  the  previous  tariff,  with  additions  or  elimi- 
nations, such  changes  to  be  indicated  by  proper  symbols,  etc. 
See  Tariff  Circular  18-A,  in  which  a  superseding  issue  is  always 
referred  to  as  a  reissue,  and,  literally,  probably  incorrectly. 

Because  I.  C.  C.  666  canceled,  as  well,  tariffs  other  than 
I.  C.  C.  A-115,  containing  other  points  of  origin  and  destination, 
and  extended  its  application  generally,  makes  it,  none  the  less, 
a  reissue  (as  the  word  is  used)  of  each  tariff  so  canceled  and 
with  a  broadening  or  restriction  of  original  application,  indi- 
vidually and  collectively.  And,  if  I.  C.  C.  363  was  in  effect  at 
the  time  your  shipments  moved,  with  its  reference  to  I.  C.  C. 
A-115  or  reissues  thereof,  our  opinion  is  that  Jeffersonville  rates 
would  apply  from  Cincinnati  on  shipments  from  the  points  of 
origin  indexed  or  listed  in  I.  C.  C.  666,  this  tariff  having  super- 
seded I.  C.  C.  A-115. 

Demurrage — Consignee  Entitled  to  Switching  Service,  Taking  Out 
Empties  and  Placing  New  Loads,  as  Condition  Precedent  to 
Charge 

Missouri. — Question:  We  have  trackage  space  for  five  cars 
and  unloading  facilities  for  one  car.  Carrier  places  two  cars  on 
track  7  a.  m.,  one  car  is  unloaded  same  day.  The  following  day 
the  carrier  fails  to  switch  our  track,  and  in  some  instances  it 
has  been  three  days,  before  the  empty  car  has  been  removed 
and  the  other  car  spotted  at  warehouse  door.  We  contend  that, 
since  it  is  an  established  custom  of  long  standing  to  switch 
tracks  daily,  demurrage  charges  should  not  be  assessed  for  the 
days  without  service,  owing  to  carrier's  disability. 

Will  you  advise  us,  if,  in  your  opinion,  under  conditions  de- 
scribed above,  is  carrier  legally  justified  in  collecting  demurrage 
which  accrued  through  carrier's  failure  to  perform  the  regular 
switching  service? 

Answer:  Rule  3-D  of  Fairbanks'  "National  Car  Demurrage 
Rules  and  Charges,"  I.  C.  C.  1134,  provides  "On  cars  to  be  deliv- 
ered on  other  than  public  delivery  tracks,  time  will  be  computed 
from  the  first  7  a.  m.  after  'actual'  or  'constructive'  placement." 
Note  1  of  this  rule  provides  "actual  placement"  is  made  when  a 
car  is  placed  in  an  accessible  position  for  unloading,  or  at  a 
point  previously  designated  by  the  consignee.  If  such  placing 
is  prevented  from  any  cause  attributable  to  consignee  and  car 
is  placed  on  consignee's  private  track,  it  shall  be  considered 
constructively  placed  without  notice. 

Applying  these  provisions  to  the  situation  you  describe,  two 
cars  were  placed  at  7  a.  m.  same  date,  one  "actually"  and  (on 
account  of  your  inability  to  accommodate  both  at  the  same  time) 
the  other  "constructively."  Assuming  there  was  no  delay  charge- 
able to  you  before  cars  were  put  on  your  siding,  you  had  48  hours 
in  which  to  unload  the  car  actually  placed  and  had  you  taken 
that  much  time  for  unloading  that  car  you  would  have  been 
obliged  to  unload  the  second  car  on  "charge"  time  because  of 
its  having  been  under  constructive  placement  48  hours,  during 
which  your  free  time  would  have  expired,  unless  you  are  not  a 
member  of  the  "average  agreement,"  and  could  show  the  carrier 
had  "bunched"  the  cars  for  you,  in  which  event  recasting  the 
record  would  be  necessary. 

You  are  entitled  to  the  customary  daily  switching  service, 
and  no  demurrage  can  properly  accrue  when  it  is  applied  to  cars 
detained  because  of  failure  to  switch.  Everything  else  being 
properly  handled,  you  were  overcharged  one  day's  demurrage  on 
the  second  car.  It  should  have  been  actually  placed  the  day 
following  its  arrival  on  your  siding.  Its  record  would  then  be 
"one  day's"  "constructive"  placement  and  one  day's  "actual" 
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placement,  assuming   you   would  have   unloaded   on   the  date  it 
would  have  been  actually  placed. 

Classification    Rules — Rating    Applicable    to    L.    C.    L.    Shipment 
Loaded  to   Full   Visible  Capacity  of  Car 

Ohio. — Question:  On  receiving  carloads  of  phonographs 
loaded  by  shippers  into  cars  on  team  tracks  and  billed  by  rail- 
road company  at  carload  weights  and  rates,  we  requested  refund 
on  a  basis  of  actual  weights  at  less  than  carload  rates.  Tin--.- 
phonographs  were  not  shown  on  the  bills  of  lading  as  "carloads." 
but  as  a  specific  quantity  of  phonographs.  These  phonography 
were  weighed  on  the  wagon  scales. 

The  transportation  company,  however,  maintained  that  in 
each  instance  the  shippers  ordered  40-foot  cars  for  the  various 
shipments  and  were  therefore  not  entitled  to  actual  weights  at 
less  than  carload  rates.  We  took  this  feature  up  with  the  ship- 
per, who  advised  that  40-foot  cars  were  ordered  in  order  to  make 
the  shipment  as  large  as  possible,  and  they  further  advised  that, 
on  account  of  the  light  and  bulky  nature  of  this  commodity,  that 
they  were  unable  to  load  the  minimum  weight  Into  a  carload, 
loading  same  to  full  visible  capacity.  We  therefore  advised  the 
railroad  company  that  this  matter  is  covered  by  rule  6.  sectlo/» 
2-B,  Consolidated  Freight  Classification  No.  2.  inasmuch  as  the 
merchandise  would  practically  fill  the  capacity  of  the  cars,  as 
they  could  not  be  placed  at  the  freight  house  for  additional 
loading  or  more  to  a  transfer  point  en  route,  as  there  would  be 
practically  no  room  In  the  cars  in  which  to  load  other  freight 
and  no  object  in  handling  the  car  at  transfer  points. 

The  transportation  company  still  maintains,  however,  that 
inasmuch  as  40-foot  cars  were  ordered  and  furnished,  they  can- 
not agree  with  this  statement  and  state  that  in  order  to  obtain 
less-carload  rate,  each  article  would  have  to  carry  Individual 
marking,  and,  furthermore,  that  Inasmuch  as  these  cars  were 
not  filled  to  100  per  cent  visible  capacity,  that  rule  6.  section  2-B, 
Consolidated  Freight  Classification  No.  2.  would  not  cover. 

It  is  a  fact  that  absolutely  every  Inch  of  space  was  not  filled 
by  these  phonographs,  but  they  were  filled  to  such  an  extent  that 
It  would  be  entirely  Impracticable  and  at  any  rate  improper  to 
load  any  freight  on  top  of  these  phonographs.  Kindly  advise 
your  opinion  In  this  case. 

Answer:  The  first  thing  to  determine  Is  whether  thin  was 
a  carload  or  U  c.  I,,  shipment.  This  depends  upon  the  circum- 
stances. Shippers  state  they  ordered  a  40-foot  car  and  that  they 
could  not  load  the  minimum  weight  therein.  These  facts  do  not 
constitute  the  making  of  an  I.  C.  I.,  shipment.  Had  the  shipper 
notified  the  carrier  that  It  had  a  large  consignment  of  phono- 
graphs to  forward  and  expected  to  receive  the  I,,  c.  u  rate 
thereon,  and  also  expected  to  tender  the  same  at  the  carrier's 
outbound  receiving  platform  or  place  of  receipt,  and  the  carrier, 
for  Its  own  c«r  •  furnished  a  40-foot  car  at  shipper's  ware- 

house for  receiving  the  shipment,  thus  saving  the  carrier  the 
labor  and  expense  of  handling  the  phonographs,  these  facts  would 
show  the  understanding  of  both  parties,  and  the  undertaking,  to 
be  purely  \.  •'  I.  In  character  anil,  therefore,  subject  to  U  r  I. 
rates. 

Where  the  shipper,  not  stating  what  kind  of  shipment  he 
had  In  mind,  orders  equipment  to  accommodate  his  shipment, 
thereby  securing  the  exclusive  use  of  the  car  to  himself,  and  the 
carrier  accordingly  gives  him  carload  service,  the  shipment  Is 
carload  In  character  and  the  1—0.  U  rate  at  actual  weight  basis 
Is  not  applicable.  Passow  A  ibns  vs.  C.  II.  A  St.  P.  Ry..  37 

II;  Sam  H.  Kyle  vs.  M  K.  *  T.  42  I  c.  C.  335:  Rot. 
*  Schaeffer  Co.  vs.  Director-General,  nig  Four,  et  al..  55  I  • 
277. 

The  fact  that  shipper  could  not  load  the  car  up  to  the  mini- 
mum weight  Is  another  matter.  and  of  a  class  where  the  Com- 
mission upon  formal  complaint,  usually  holds  the  minimum 
weight  unreasonable  when  cars  furnished  will  not  hold  that 
weight.  Armour  *  Co.  vs.  Wr.  ral.  D.  B.  C.  *  W.  Ry. 

et  al  .  «3  I    r    c    J7S:   Armour  A  Co.  vs.  Director-General.  Kri. 
R.  R  »t  al..  «3  I.  C.  C.  8«9. 

Id  not  :ljrr-«-  with  carrier's  Interpretation  that,  as  cars 
were  not  loaded  to  100  per  cent  of  visible  capacity,  they  do  not 
comply  with  rule  6.  section  II.  of  the  classification  It  Is  our  view 
when  the  cars  are  loaded  as  full  as  they  possibly  can  be,  with 
shipper's  own  goods,  the  shipment.  If  I,.  C.  I,..  Is  within  the  nil-- 

know  of  no  commodity  which  will  occupy  100  per  cent  of  the 
visible  capacity  of  the  car.  The  carrier  would  be  put  to  an 
Impossible  task  of  furnishing  cars  to  meet  its  own  Interpretation. 
There  would  still  be  rrevlses  In  the  lading.  Swastika  Fuel  Co. 
vs.  A.  T.  *  S  F..  19  I  C.  C.  588;  Armour  ft  Co.  vs  Director- 
General.  U  I.  C.  C.  873. 

Storage    Charges    of   Carrier — Reasonableness   of   as   Compared 
with   Those  of  Public  Storage  Company 

New  Yorfc. — Question:  Some  time  ago  this  office  received  a 
consolidated  car  from  the  West,  and  a  large  proportion  of  the 
merchandise,  which  was  in  bond,  was  refused  by  the  consignees 
here,  and  while  the  railroad  company  notified  the  customs  offi- 
cials to  store  the  merchandise,  the  customs  was  unable  to  do 
this  on  account  of  the  congested  condition  of  the  warehouses,  and 
the  merchandise  remained  on  the  pier  for  a  considerable  period 


of  time,  and  was  eventually  sent  into  warehouse.  The  railroad 
company  charged  us  for  dock  storage  at  a  rate  which  was  greatly 
in  excess  of  the  warehouse  rate,  and  they  refuse  to  make  refund. 
Will  you  kindly  advise  as  to  their  rights  in  the  matter? 

Answer:  It  is  evident  that  the  delay  occurred  through  no 
fault  on  the  part  of  the  carrier  and  therefore  that  storage  charges 
are  properly  collectible  by  the  carrier.  With  respect  to  the  rea- 
sonableness of  charges  assessed  by  a  carrier  as  compared  with 
those  of  a  public  storage  company,  the  Commission,  in  Cleveland 
Salt  Co.  vs.  P.  R.  R.  Co..  34  I.  C.  C.  638.  said: 

••Carriers'  storage  charges  are  Intended  to  prevent  the  accumula- 
tion and  congestion  of  freight  by  inducing  prompt  removal  from  the 
i  arriers'  premises.  They  are  not  ordinarily  imposed  for  profit.  The 
charK«-!i  imposed  by  pulillr  warehouses,  therefore,  afford  no  fair 
lion  of  the  reasonableness  of  carriers'  charges,  nor  is  the  value 
of  the  service  rendered  conclusive.  The  accomplishment  of  the  pur- 
pose intended  is  the  primary  consideration.  Blackman  vs  S.  Ry  Co 

*.*•».£    352;    Xew    Orl«»n*    Storage    Rules    and    Regulations.    28 
I.  C.  C,  €05. 

Waiver  of  Payment  by  Carrier  for  Industry  Track  Constructed 
During  Federal  Control 

Wisconsin. — Question:  Is  it  optional  with  a  railroad  com- 
pany under  federal  control  whether  or  not  collection  shall  be 
made  from  a  shipper  on  leased  railroad  property  for  the  con- 
struction of  a  siding  to  shipper's  warehouse? 

Briefly,  the  circumstances  are  these:     Single  spur  track  was 

i.dtd  to  tanks  of  an  independent  oil  distributing  company  at 
a  coar  of  something  over  $200.  The  work  was  done  in  1918. 
during  federal  control.  However,  the  bill  for  construction  has 
never  been  paid,  shipper  contending  that  railroad  company  may 
waive  collection  If  traffic  is  sufficient  to  warrant.  The  writer 
cannot  find  any  such  ruling.  Kindly  give  your  opinion. 

Answer:  General  Order  No.  15  of  the  Railroad  Administra- 
tion covers  the  construction  and  maintenance  of  Industrial  track 
during  federal  control. 

We  assume  that  the  Railroad  Administration  originally  as- 
sumed the  cost  of  the  construction  of  the  track  in  question,  but 
that,  under  the  terms  of  the  settlement  between  the  government 
and  the  railroad,  the  track  now  belongs  to  the  carrier.  If  so. 
there  is  nothing,  so  far  as  we  can  see,  to  prevent  the  carrier 
from  waiving  payment  by  the  shipper  for  the  track,  as  the  con- 
struction of  Industrial  tracks  Is  a  matter  of  private  contract 
between  a  shipper  and  a  carrier,  the  volume  of  tonnage  being  a 
matter  which  usually  received  due-  consideration  by  the  carrier 
In  determining  whether  or  not  It  wiltoassume  the  cost  of  con- 
structing such  a  track. 

Routing — Conflict   Between    Express  Receipt  and   Marks  on 

Package 

Massachusetts. — Question:  On  September  6.  1921,  we  made 
a  shipment  consisting  of  two  boxes  via  express  to  North  Attlc- 
boro,  Mass.  About  a  month  later  we  entered  claim  against 
the  express  company  for  the  loss  of  one  of  these  boxes,  as  we 
were  advised  by  our  customer  that  II  had  not  been  received.  A 
short  time  later  the  express  company  advised  us  that  they  had 
located  this  shortage  at  Northampton,  Mass..  and  requested  that 
we  gire  them  disposition  of  It.  We  replied  to  the  effect  that 
t  would  be  agreeable  to  us  for  them  to  return  this  box  to  us. 
lesa  any  transportation  charges,  inasmuch  as  they  had  never 
forwarded  It  to  North  Attleboro  in  accordance  with  the  express 
receipt  contract  which  we  hold,  and  because  we  had  not  con- 
tracted for  a  movement  of  this  case  to  Northampton.  This  they 
declined  to  do.  as  they  advised  that  this  one  box  was  specifically 
marked  for  Northampton,  and  they  contend  that  they  are  en- 
titled to  transportation  charges  both  ways. 

Answer:  In  Conference  Ruling  433  It  Is  held  that  where 
ct  destination  Is  shown  In  the  bill  of  lading  but  the 
lace  Is  differently  marked,  the  shipper  must  bear  the  burden 
of  the  resulting  freight  charges.  See  also  C.  8.  Bracked  Co. 
vs.  G.  N.  Express  Co..  29  I.  C.  C.  667. 

Suits  Against  Adams  Express  Company 

New  York. — Question:    Some  time  since  in  The  Traffic  World 

•  <MI  said  as  to  two  years'  limitation  In  express  receipts  for  suits: 
"Where  claimants   have  claims   large  enough   to   warrant  suits, 

•  •in    counsel   advises   that  suits   should   be   brought  against   tin- 
Adams   Kxpress  Company,  wherever  service  can   be  had.     There 
;ire  some  cases  now   pending  in   New   York  against   the   Adams 
Kxpress  Company,  the  outcome  of  which  may  have  some  bearing 
upon   future  cases."   referring  to  the  actions  where  the  Adams 
Kxpress   Company   has   delayed    final   decisions   in   claims   for  a 
great  period  of  time.     Will   you  advise  If  the  cases  referred  to 
by  you   as  above,  or  any  of  them,   have  yet  been  determined? 
If  so.  will   you  be  kind  enough  to  advise  me  of  the  result  and 
the  citation  of  the  case  or  cases? 

Answer:  We  have  no  record  of  decisions  of  the  New  York 
courts  awarding  damage*  against  the  Adams  Kxpress  Company 
in  the  matter  referred  to  by  you. 

Actions  for  Loss  of  Goods — Delivery  to  Carrier  Must  Be  Proved 

Ohio. — Question:     We  made  a  shipment  to  one  of  our  cus- 

''•iners  consisting  of  pipe,  and  our  shipping  floor  records  show 

the  number  of  our  truck  In  which  this  pipe  was  loaded  and  also 
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shows  that  signed  bill  of  lading  was  returned.  However,  the 
original  bill  of  lading  was  lost  and  we  are  unable  to  locate  a 
copy  in  support  of  our  claim.  Carrier  states  they  have  no 
record  whatever  of  receiving  the  pipe,  either  in  the  form  of 
station  records  or  shipping  order,  and  decline  our  claim  for  loss. 

We  are  unable  to  locate  any  decision  on  which  we  can  pro- 
ceed to  collect  and  desire  to  ask  if  you  know  of  any  ruling  of 
the  courts  which  will  make  our  claim  valid  in  spite  of  our 
inability  to  substantiate  with  the  signed  bill  of  lading. 

Answer:  A  bill  of  lading  consists  of  a  receipt  for  the  goods 
and  an  agreement  or  contract  to  carry  them  from  the  place  of 
shipment  to  the  place  of  destination.  As  a  receipt  It  is  evidence 
of  the  delivery  of  the  goods  to  the  carrier.  Its  loss  does  not  bar 
a  right  of  action  against  the  carrier,  provided  the  shipper  can 
by  other  evidence  establish  the  fact  that  the  goods  were  deliv- 
ered to  the  carrier  for  transportation. 

Delivery  to  Carrier — Necessity  for  Issuance  of  Bill  of  Lading 

Vemont. — Question:  A  member  of  our  association  loaded  a 
car  standing  on  carrier's  siding  but  close  to  his  own  warehouse, 
with  goods  valued  at  $713.00  and  presented  his  bills  of  lading  to 
carrier's  agent  for  signature.  The  agent  told  the  shipper  that 
he  would  sign  the  bills  of  lading  and  give  them  to  him  the  fol- 
lowing morning  when  the  car  was  lifted  and  sent  forward. 

Before  this  time,  however,  the  warehouse  was  destroyed  by 
fire  and  the  car  partly  burned  and  its  contents  made  a  total  loss. 
Has  the  shipper  any  claim  upon  the  carrier  for  this  loss?  Would 
the  fact  that  the  bills  of  lading  had  not  been  signed  be  a  bar 
to  recovery  in  view  of  the  fact  that  the  car  had  been  reported 
ready  and  was  actually  waiting  the  carrier's  convenience  as  to 
movement? 

Answer:  The  liability  of  the  carrier  as  common  carrier 
begins  with  the  actual  delivery  of  the  goods  for  transportation, 
and  not  merely  with  the.  formal  execution  of  a  receipt  or  bill  of 
lading;  the  issuance  of  a  bill  of  lading  is  not  necessary  to  com- 
plete delivery  and  acceptance. 

In  a  recent  case,  namely  Hines  vs.  Steel,  224  S.  W.  606,  it 
was  held  that  the  issuance  of  a  bill  of  lading  by  a  carrier  adds 
nothing  to  the  binding  force  of  the  contract  of  carriage,  and  a 
verbal  agreement  to  accept  and  transport  a  car  of  designated 
freight  which  is  being  loaded  when  the  agreement  is  made,  be- 
comes a  complete  acceptance  of  the  shipment  for  transportation, 
when  the  loading  is  finished;  the  loaded  car  being  on  the  rail- 
road's track,  where  it  was  placed  by  the  railroad  to  be  hauled. 
This  case  covered  a  car  loaded  at  a  non-agency  station,  the  agent 
at  the  billing  station  having  been  notified  that  the  car  was  ready 
for  transportation. 

Concealed  Damage — Liability  of  Carrier 

New  Jersey. — Question:  Car  is  loaded  by  a  shipper  on  his 
siding  with  glassware  and  is  shipped  to  a  western  stock  ware- 
house under  the  protection  of  shipper's  private  seal  and  un- 
loaded on  same  company's  private  siding.  When  the  car  arrives 
at  destination  it  is  unloaded  by  his  employes  and  carefully 
placed  in  stock. 

Later  the  material  is  shipped  to  a  consumer  by  freight  and 
concealed  damage  is  discovered.  The  destination  agent  is  noti- 
fied as  to  the  existing  damage.  Can  the  delivering  carrier  evade 
liability  on  the  strength  of  the  material  being  handled  by  an- 
other freight  line  previously?  When  the  last  carrier  issues  a 
regular  bill  of  lading  does  he  not  acknowledge  receiving  the 
material  in  O.  K.  condition? 

Answer:  The  uniform  bill  of  lading  contains  a  statement 
that  the  goods  are  received  in  apparent  good  order.  This  state- 
ment not  being  a  contract  provision  of  the  bill  of  lading  is  sub- 
ject to  rebuttal  on  the  part  of  the  carrier,  that  is,  the  carrier 
is  not  estopped  from  showing  that  the  goods  were  not  in  good 
condition  when  received  by  it  for  transportation,  notwithstand- 
ing the  statement  in  the  bill  of  lading.  Such  a  statement  relates 
only  to  external  condition,  and  does  not  make  out  even  a  prima 
facie  case  against  the  carrier  with  reference  to  damage  not 
then  apparent.  But  the  recital  of  good  condition  or  apparently 
good  condition  does  make  out  a  prima  facie  case  against  the 
carrier  that  the  goods  were  in  apparently  good  condition  so  far 
as  ordinary  inspection  without  opening  the  packages  would  dis- 
close. The  burden  is  on  the  carrier  to  show  that  the  goods  were 
not  in  such  apparently  good  condition  when  received. 

Liability  of  Carrier  for  Breakage  of  Goods  Alleged  to  Be 

Defective  When  Offered  for  Transportation 
Missouri. — Question:  We  are  large  shippers  of  sewer  pipe 
and  during  the  past  few  months  we  have  had  several  breakage 
claims  declined  by  a  certain  carrier  on  the  strength  of  reports 
made  by  a  weighing  bureau  inspector  stationed  at  our  plant  to 
supervise  loading,  etc.  These  reports  usually  read  "pipe  soft, 
red  inside,  fire  cracks,  etc.,  defective  material  liable  to  cause 
breakage."  You  will  note  that  this  statement  is  purely  pre- 
sumptive on  his  part.  That,  however,  is  not  the  point  we  wish 
lo  bring  out. 

We  have  repeatedly  requested  the  weighing  bureaus  to  in- 
struct their  Inspectors  to  inform  our  plant  superintendent  of  any 
objections  they  may  have  as  to  the  loading,  quality  of  ware,  etc., 
and  same  would  be  Immediately  remedied,  if  need  be,  so  as  to 


meet  inspector's  approval  before  we  allowed  car  to  be  pulled 
from  our  plant. 

Our  superintendent  has  never  received  the  inspector's  report 
nor  his  co-operation,  but  when  car  arrives  at  destination  with 
a  portion  of  the  pipe  broken  and  we  file  claim  for  the  breakage, 
carrier  declines  claim,  quoting  inspector's  report  as  basis  for 
declination. 

We  contend  that  If,  in  the  carrier's  opinion,  material  is  not 
first  class  and  unable  to  withstand  the  ordinary  perils  of  trans- 
portation, they  should  refuse  to  accept  car  for  transportation 
and  that  by  accepting  car  and  giving  us  clear  receipt  for  same 
they  acknowledge  material  to  be  in  first  class  condition  to  with- 
stand the  ordinary  perils  of  transportation  and  make  themselves 
liable  for  any  breakage  that  might  occur  in  transit.  Kindly  let 
us  have  your  views. 

Answer:  A  carrier  is  not  liable  for  loss  or  damage  which 
is  the  result  of  the  inherent  nature  and  quality  of  the  goods  or 
to  defects  therein,  if  its  own  negligence  did  not  occasion  or  con- 
tribute to  the  injury.  The  inherent  nature  or  defect  in  the  goods 
must,  however,  have  been  the  immediate  or  proximate,  and  not 
the  remote,  cause  of  the  loss  and  in  order  to  exempt  itself  from 
liability  the  carrier  must  show  that  the  injury  resulted  from 
this  excepted  cause  and  that  its  negligence  did  not  contribute 
as  an  active  and  co-operative  cause  of  the  injury. 

A  carrier  may  not  refuse  to  accept  goods  for  transportation, 
unless  the  goods  are  improperly  packed  or  are  not  in  proper 
condition  for  transportation.  The  reports  made  by  the  inspector 
are  not  conclusive  of  the  condition  of  the  goods  when  offered 
for  transportation,  particularly  if  the  inspector  is  not  a  quali- 
fied judge  of  clay  products,  nor  is  the  report,  in  our  opinion, 
entitled  to  much  respect  as  evidence  of  the  condition  of  the 
goods,  in  view  of  the  clear  receipt  issued  by  carrier  and  the  fact 
that  it  is  not  submitted  to  the  shipper  prior  to  the  movement  of 
the  goods.  The  carrier,  we  believe,  in  the  event  the  goods  are 
properly  packed  for  shipment,  would  furthermore  be  required 
to  prove  beyond  a  reasonable  doubt  that  such  imperfections,  if 
they  existed,  would  necessarily  cause  the  damage  sustained  and 
that  in  their  absence  such  damage  would  not  result. 

Liability  of  Carrier  for  Loss  or  Damage  After  Delivery  of  Car 
on   Industry  Track 

Washington. — Question:  What  is  a  common  carrier's  lia- 
bility in  interstate  commerce  for  loss  by  fire  of  a  carload  of  lum- 
ber which  was  placed  at  consignee's  yard  on  private  spur  track 
and  destroyed  within  forty-eight  hours  after  placing?  Is  their 
liability  that  of  a  common  carrier  or  a  warehouseman?  Please 
cite  court  decisions  governing  the  question. 

Answer:  The  decisions  of  the  courts  as  to  the  liability  of 
a  carrier  for  loss  or  damage  to  goods  after  delivery  on  industry 
tracks  of  the  consignee  are  conflicting.  The  bill  of  lading  now 
in  use  contains  a  provision  to  the  effect  that  property  destined 
to  or  taken  from  a  station,  at  which  there  is  no  regularly  ap- 
pointed agent,  shall  be  entirely  at  risk  of  the  owner  after  un- 
loaded from  the  cars,  and  when  delivered  on  private  or  other 
sidings  shall  be  at  owner's  risk  aft^r  cars  are  detached  from 
trains.  This  provision  has,  however,  been  omitted  from  the  bill 
of  lading  prescribed  by  the  Commission  in  Docket  4844,  64  I.  C. 
C.  357. 

In  its  decision  in  Y.  &  M.  V.  R.  R.  Co.  vs.  Nichols  &  Co., 
decided  June  1,  1921,  the  Supreme  Court  of  the  United  States,  in 
constructing  the  provision  of  the  bill  of  lading  referred  to  above, 
after  calling  attention  to  the  conflicting  decisions  of  the  various 
state  courts,  held  that,  as  to  cars  loaded  at  agency  stations  on 
public  sidings  the  carrier  is  liable  after  the  issuance  of  a  bill 
of  lading,  even  though  the  car  has  not  been  attached  to  a  train, 
but  made  no  ruling  as  to  cars  loaded  on  private  sidings. 

In  its  opinion  in  Michigan  Central  R.  R.  Co.  vs.  Mark  Owen 
&  Co.,  also  decided  by  the  Supreme  Court  on  June  1,  1921,  the 
Court,  in  construing  Section  5  of  the  present  bill  of  lading  (Sec- 
tion 4  of  the  bill  of  lading  prescribed  by  the  Commission  in  the 
Bill  of  Lading  Case  referred  to  above),  held  that,  as  to  freight 
delivered  on  public  team  tracks  but  not  removed  from  the  car 
within  48  hours,  the  carrier  was  liable  for  the  loss  thereof,  at 
any  time  within  that  period  of  time. 

While  it  has  been  held  that  a  carrier  is  not  liable  for  loss 
of  goods  after  delivery  on  the  switch  of  the  consignee  (see 
Kingman  St.  Louis  Implement  Co.  vs.  Southern  Ry.  Co.,  112  S. 
W.  721;  Veitch  vs.  111.  Cent.  R.  R.  68  So.  575;  Chas.  Bianchi  & 
Sons  vs.  M.  &  N.  R.  Co.,  104-A  144),  in  view  of  the  construction 
placed  upon  Section  5  of  the  bill  of  lading  by  the  Supreme  Court 
in  the  Owen  case,  referred  to  above,  it  seems  reasonable  to 
believe  that  the  Supreme  Court  would  hold  as  to  cars  delivered 
on  industry  tracks  that  until  freight  has  been  removed,  the 
liability  of  the  carrier  as  such  continues  for  the  period  of  48 
hours'  free  time. 

Shippers  Load  and  Count 

Texas. — Question:  We  are  interested  in  the  discussion  of 
liability  of  carrier  for  loss  under  clear  seal  record  in  the  Traffic 
World  for  July  30,  1921,  in  answer  to  a  question  from  Ohio,  also 
in  the  issue  of  November  5,  1921,  in  answer  to  a  question  from 
Illinois.  It  appears  from  your  answers  that  the  carriers  have 
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the  burden  of  proving  that  they  did  not  in  fact  receive  the 
quantity  of  goods  covered  by  the  bill  of  lading  or  that  the  loss 
was  caused  by  contingencies  for  which  it  is  excused  by  opera- 
tion of  the  law;  and  the  fact  that  the  shipment  moved  under 
clear  seal  record  does  not  relieve  the  carrier  of  liability  for 
shortage. 

Does  the  notation  of  shippers  load  and  count  on  bill  of  lad- 
ing relieve  the  carrier  in  any  way  of  its  liability? 

Will  the  proof  by  the  carrier  that  the  car  moved  from  origin 
to  destination  under  shipper's  seals,  free  of  mechanical  defects, 
constitute  sufficient  proof  that  the  loss  did  not  occur  while  ship- 
ment was  in  possession  of  the  carrier?  In  your  answer  to  this 
question  will  you  please  consider  that  it  sometimes  occurs  that 
seals,  though  apparently  fastened  when  first  applied,  are  not  so 
in  reality,  and  also  that  there  have  been  Instances  of  removal 
of  portion  of  shiuments  from  cars  through  doors  and  otherwise 
without  disturbing  the  seals. 

Will  affidavit  by  the  shipper,  supported  by  original  loading 
records,  to  the  effect  that  all  of  the  shipment  called  for  by  the 
bill  of  lading  was  loaded  In  the  car.  constitute  a  sufficient  proof 
of  delivery  to  the  carrier? 

Answer:  The  effect  of  a  shipper's  load  and  count  notation 
on  a  bill  of  lading  Is  to  place  upon  the  shipper  the  burden  of 
proving  that  the  amount  stated  in  the  bill  of  lading  was  actually 
loaded  in  the  car  and  that  a  less  amount  was  taken  out  of  the 
car  by  the  consignee.  In  the  absence  of  this  notation  on  the  bill 
of  lading  the  carrier  has  the  burden  of  showing  that  the  amount 
stated  In  the  bill  of  lading  was  not  actually  received  for  trans- 
portation. It  is.  In  fact,  a  qualified  receipt  on  the  pan  of  the 
carrier,  and.  as  to  third  parties,  the  carrier  is  not  estopped  from 
showing  that  the  amount  specified  In  the  bill  of  lading  was  not 
in  fact  received  from  the  shipper. 

The  question  as  to  the  legal  effect  of  this  notation  has  been 
before  the  courts  in  a  limited  number  of  cases  only,  namely  in 
A.  C.  L.  vs.  Cohan.  65  8.  E.  355:  Palmetto  Fert.  Co.  vs.  C.  N 
*  L.  Ry.  Co..  83  8.  E.  36;  N.  C.  A  St.  L,  Ry.  vs.  Flournoy.  77 
8.  E.  7J7,  and  Lewis  Poultry  Co.  vs.  N  V  (  R.  Co..  105- A  108. 
These  decisions  In  effect,  hold  that  the  bill  of  lading  as  a  receipt, 
in  the  event  It  contains  a  shipper's  load  and  count  stipulation. 
Is  a  qualified  receipt,  and  It  becomes  a  question  for  the  determi- 
nation of  the  jury  as  to  whether  or  not  the  amount  stated  In 
the  bill  of  lading  was  actually  loaded  and  a  less  Amount  was 
received  at  destination,  the  fact  that  the  receipt  Is  not  unquali- 
fied being  a  circumstance  which  the  jury  may  take  into  consid- 
eration. 

The  clear  seal  record  of  the  carrier  is  not  conclusive  of  the 
fact,  but  merely  evidence  thereof,  that  no  loss  occurred  while 
the  car  was  In  transit. 

The  affidavits  of  the  shipper  and  consignee  that  a  certain 
amount  was  loaded  In  the  car  and  a  lesser  amount  was  received 
at  destination  are  not.  on  the  other  band,  competent  evidence 
of  those  facts.  In  the  absence  of  any  statute  or  rule  of  court 
expressly  authorizing  It.  affidavits  are  not  admissible  as  to  con- 
troverted facts  material  to  the  Issue,  unless  received  by  con- 
sent, or  without  opposition,  where  such  opposition  might  be 
made. 

Therefore,  unless  the  carrier  will  voluntarily  settle  a  claim 
beted  upon  affidavits  which  support  It.  the  only  recourse  you 
have  Is  through  the  filing  of  a  suit.  In  which  event  you  must  be 
prepared  to  prove  your  allegation  of  loss  through  the  negligence 
o,'  the  carrier  by  the  evidence  of  witnesses  competent  to  testify 
as  to  the  amount  loaded  Into  the  car  and  the  amount  unloaded 
therefrom. 


CYLINDERS   EXPOSED   TO   ACTION    OK   FIRE. 

1861  <w).  Cylinders  which  have  been  in  a  flre  must  not  again 
be  placed  In  service  until  they  have  been  properly  heat  treated  and 
retested  as  prescribed  in  paragraph  1861  (x);  provided.  That  acetylene 
cylinders  need  not  be  heat  treated  if  examination  shows  the  porous 
tilling-  to  be  unchanged  and  intact,  and  they  may  be  used  after  pass- 
ing the  pressure  test  prescribed  therefor. 

It  Is  further  ordered.  That  a  new  paragraph  1861  (x),  as  set  forth 
below  be.  and  It  Is  hereby,  approved  and  adopted  and  made  a  part 
of  the  aforesaid  regulations:  effective  February  10.  1922: 

REHEAT   TREATMENT   AND   RETEST   OF   CYLINDERS. 

1861  (x).  The  reheat  treatment  of  cylinders  must  be  followed 
by  retest  and  these  operations  must  be  carried  out.  supervised,  and 
reported,  as  prescribed  for  the  original  heat  treatment  and  test  by 
the  specification  covering  the  manufacture  of  the  type  of  cylinders 
in  question.  In  the  case  of  cylinders  of  outside  diameter  exceeding 
4  Inches,  a  permanent  expansion  of  not  less  than  3  per  cent  or  more 
than  10  per  cent  of  the  total  expansion  must  be  shown  in  the  retest: 
provided.  That  if  the  cylinders  can  be  segregated  Into  lots  having 
practically  the  same  chemical  composition,  the  allowable  permanent 
expansion  In  the  retest  may  be  from  zero  to  10  per  cent  of  the  total 
expansion  If  one  cylinder  out  of  each  such  lot  of  100  cylinders  or 
leu  1*  subjected  to  and  pasties  the  requirements  of  the  flattening 
and  physical  tests  as  specified  by  the  specification  for  the  manufacture' 
of  the  type  of  cylinder  In  question. 

And  It  Is  further  ordered.  That  F.  W.  Smith.  J.  E.  Crosland.  and 
R.  C.  Fyfe.  agents  publishing  the  official,  southern  and  western 
classification*  for  Individual  carriers  under  powers  of  attorney,  are 
hereby  authorised  to  publish  tht.iv  regulations,  effective  on  one  day's 
notice,  to  the  public  and  the  Interstate  Commerce  Commission,  the 
title  page  of  such  publications  to  bear  the  notation: 

"Issued  on  one  day's  notice,  under  order  of  the  Interstate  Coin- 
merce'Commlsslon  dated  February  1,  1922,  In  Docket  3666." 

The  Commission  has  issued  the  following  order  in  No.  3666. 
In  the  Matter  of  Regulations  for  the  Transportation  of  Dangerous 
Articles: 

The  matter  of  regulations  for  the  transportation  by  freight  and 
••xpreas  of  dangerous  articles  being  under  further  consideration,  and 
good  cause  appearing  therefor. 

It  Is  ordered.  That  paragraph  8  of  shipping-  container  specification 
No.  24.  of  the  aforesaid  regulation*  be.  and  It  Is  hereby,  amended  to 
read  as  follows,  effective  February  1.  1922: 

S.  (a)  Each  Inside  container  of  capacity  not  over  one-half  pint 
must  be  wrapped  separately  In  single-faced  corrugated  straw-board 
wrapper*  or  separated  by  double-faced  corrugated  strawboard  parti- 
tions: Provided,  That  Inside  container*  of  not  more  than  2  ounce* 
capacity  each  packed  In  wooden  boxes  or  double-faced  Corrugated 
strawboard  cartons  and  cushioned  when  necessary  to  prevent  break- 
see,  mar  be  packed  In  the  outside  cases  without  the  wrappers  or  par- 
tition* prescribed  above:  Provided,  further.  That  Inside  containers  of 
not  more  than  2  ounce*  capacity  each,  packed  separately  In  chipboard 
cartons  and  with  not  more  than  12  of  these  cartons  In  other  chip- 
board carton*,  may  be  parked  In  the  outside  case*  without  the  wrap- 
pers prescribed  above  If  the  large  cartons  are  separated  by  double- 
faced  corrugated  strawboard  partition*. 

(b)  Each  Inside  container  of  capacity  over  one-half  pint  must  be 
wrapped  separately  In  single-faced  corrugated  atrawboard  wrapper* 
and  alao  separated  by  double-faced  corrugated  strawbonrd  partitions: 
Provided.  That  such  Inside  containers  wrapped  separately  In  single - 
faced  corrugated  strawboard  wrapper*  and  packed  separately  In  dou- 
ble-raced corrugated  strawboard  carton*  may  be  packed  In  the  out- 
side cases  without  the  partitions  prescribed  above:  Provided,  further. 
That  Inside  metal  contnlners  separated  by  proper  double-faced  cor- 
rugated strawboard  partitions  need  not  be  wrapped  with  the  slngle- 
laced  strawboard  wrappers:  Provided,  further.  That  Inside  containers 
separated  by  partition*  of  two  thlckneaae*  of  double-faced  corrugated 
strawboard  or  by  partitions  of  double-wall  corrugated  strawboard 
need  not  be  separately  wrapped  with  the  single-faced  strawboard 
wrappers. 

It  Is  further  ordered,  That  F.  W.  Smith.  J.  E.  Crosland  and  R.  C. 
.  «gent*.  publishing  the  Official.  Southern  and  Western  classifica- 
tions for  Individual  carrier*  under  powers  of  attorney,  are  hereby 
authorised  to  publish  these  regulations  effective  on  one  day's  notice  to 
the  public  and  the  Interstate  Commerce  Commission,  the  title  page 
of  such  publications  to  bear  the  notation: 

"Issued  on  one  day'*  notice,  under  order  of  the  Interstate  Com- 
merce Comml**lon.  dated  January  2(.  1922.  In  Docket  3666." 


SHIPPING  OF  DANGEROUS  ARTICLES 

In  No.  3686.  In  the  matter  of  regulations  for  the  transpor- 
tation of  dangerous  articles,  the  Commission  has  Issued  the 
following: 

The  matter  of  regulation*  for  the  transportation  by  freight  of 
dangerous  articles  being  under  further  consideration,  and  good  cause 
appearing  therefor: 

It  I*  ordered.  That  paragraphs  1M1  (J).  1M1  <n)  and  1MI  (w)  of 
the  aforesaid  regulation*  be,  and  they  are  hereby,  amended  to  read 
as  follows:  effective  February  10,  IfXf: 

mi  (J).  A  cylinder  mu*t  b«  condemned  when  It  leak*  or  when 
th»  permanent  expansion  exceeds  10  per  cent  of  the  total  expansion. 
Cylinders  condemned  on  account  of  excessive  permanent  expansion 
may  r>-  further  handled  under  the  provision  of  paragraph  1*61  (x). 

11(1  (n).  For  cylinders  manufactured  under  specification  No.  4. 
and  al«o  for  all  cylinder*  of  that  type  manufactured  previous  to 
March  It.  1512  the  test  pressure  must  be  not  less  than  900  pounds 
per  square  Inch:  provided.  That  for  cylinder*  of  early  manufacture 
with  heads  of  small  or  fiat  curvature  that  will  not  stand  a  test  of 
NO  pounds  without  showing  more  th*n  10  per  rent  permanent  ex- 
pansion, and  wrought  Iron  cylinders  made  before  11)5  that  have  been 
so  annealed  as  to  put  them  In  proper  condition,  the  test  pressure 
may  be  not  lea*  than  SCO  pounds:  the  serin!  numbers  of  mn-h  cylinders 
must  be  reported  to  the  Bureau  of  Explosives:  provided  further. 
That  the  MO-pound  test*  mar  be  made  decennially  Instead  of  quln- 

•  nlally:  provided  further.  That  without   regard  to  date  of  previous 

'•yllnders  of  this  type   that  show  bad  dent*  or  other  evidence  of 

rough    usaif.    or    that  are   corroded    locally    to   such    extent    *s   to   In- 

•••    possible   weakness,   or   that   have   lout    a*  mtirh   a*  S   per  rent 

of    their   official    tare    weight,    must    be    reteated    before    being    again 

«ed    and    shipped;    after    any    rete*t    the    actual    tare    weight    for 

thOM    cylinders    passing    the    tests    may    be    recorded    as    their    new 

official    tare    weight. 


COAL   PRODUCTION   REPORT 

Tkt  Trtfc  World  Wukinglott  Bureau 

"Production  of  soft  coal  Increased  6.4  per  cent  during  the 
week  ended  January  21."  the  Geological  Survey  said  in  Its  cur- 
rent coal  report.  "The  total  output,  including  lignite,  mine  fuel, 
and  coal  coked,  is  estimated  at  8.838,000  net  tons  or  534,000  tons 
above  that  of  the  week  preceding. 

"At  the  present  rate,  production  probably  exceeds  consump- 
tion, so  that  a  small  part  of  the  week's  tonnage  went  to  build 
up  the  storage  piles  of  consumers.  Weekly  production,  however. 
Is  still  some  2,000,000  tons  short  of  the  maximum  reached  last 
October,  when  apprehension  over  a  possible  railroad  strike  In- 
duced a  temporary  Increase  In  demand. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  of  soft  coal  loaded 
dally:  Monday.  January  16,  29,305;  Tuesday,  January  17,  28,071; 
Wednesday.  January  18.  29,039;  Thursday.  January  19,  27.491; 
Friday.  January  20,  28.853;  Saturday,  January  21,  20.983. 

"The  preliminary  telegraphic  returns  Indicate  that  on  Mon- 
day. January  23,  29,700  cars  were  loaded,  and  on  Tuesday,  28,700. 
The  total  for  the  two  days.  58,400  cars,  exceeded  loadings  on  the 
first  two  days  of  the  week  preceding  by  more  than  1,000  cars, 
suggesting  a  further  Increase  in  production. 

"Practically  no  change  marked  the  tidewater  business 
through  Hampton  Roads  In  the  week  ended  January  21.  A  total 
of  258,593  net  tons  of  soft  coal  was  handled.  Exports  declined 
but  the  tonnage  destined  for  New  England  continued  to  increase 
and  reached  193.814  tons. 

"The  movement  of  bituminous  coal  through  the  New  Eng- 
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land  gateways  quickened  perceptibly  during  the  week  of  January 
21,  but  the  movement  of  anthracite  showed  no  change.  The  re- 
ceiving railroads  reported  the  passage  of  1,839  cars  of  anthracite 
and  2,970  cars  of  bituminous  coal.  Neither  hard  nor  soft  coal, 
however,  is  moving  at  a  rate  comparable  to  that  of  a  year  ago. 
Anthracite  shipments  were  35  per  cent  below  1921,  and  bitum- 
inous shipments  27  per  cent  below." 

"A  further  increase  marked  production  of  soft  coal  during 
the  week  ended  January  28,"  the  Geological  Survey  said  in  its 
current  coal  report.  "For  the  first  time  since  mid-November  the 
output  was  large  enough  to  meet  current  consumption  and  add 
materially  to  the  reserve  of  coal  In  storage.  The  total  produc- 
tion for  the  week,  including  lignite  and  coal  coked,  is  estimated 
at  9,626,000  net  tons  or  9.5  per  cent  over  the  week  preceding. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  of  soft  coal  loaded 
daily:  Monday,  January  23,  29.908;  Tuesday,  January  24,  29,685; 
Wednesday,  January  25,  31,435;  Thursday,  January  26,  30,772; 
Friday.  January  27,  31.764;  Saturday,  January  28,  24,071. 

"The  preliminary  telegraphic  returns  indicate  that  on  Mon- 
day, January  30,  33.000  cars  were  loaded,  and  on  Tuesday,  32,000. 
The  total  for  the  two  days — 65,000  cars — exceeded  loadings  on  the 
first  two  days  of  the  week  preceding  by  more  than  5,000  cars,  in- 
dicating a  further  increase  in  production. 

"Although  the  movement  of  bituminous  coal  through  the 
Hudson  gateways  to  New  England  held  its  own  during  the  week 
ended  January  28,  the  movement  of  anthracite  continued  to  de- 
cline. Cars  of  bituminous  passing  east  across  the  Hudson  num- 
bered 2,810.  The  number  of  cars  of  anthracite  forwarded  is 
reported  at  1.750,  a  decrease  of  5  per  cent.  Neither  hard  nor 
soft  coal  is  moving  at  a  rate  comparable  with  1921. 

"A  decline  in  coastwise  shipments  to  New  England  was  the 
chief  element' in  a  decrease  of  19  per  cent  in  the  tonnage  of  coal 
handled  over  Hampton  Roads  piers.  The  total  dumpings  in  the 
week  ended  January  28  are  reported  as  215,151  net  tons,  as 
against  267,663  tons  in  the  week  before.  Cargo  coal  consigned 
to  New  England  fell  from  193,814  to  153,777  net  tons.  The  ex- 
port trade  remains  profoundly  depressed. 

Stocks    and    Consumption 

"Bituminous.-— The  subnormal  production  of  the  past  twelve 
months  is  explained  by  subnormal  consumption.  Production  in 
1921  was  27  per  cent  below  1920;  exports,  40  per  cent  below; 
and  domestic  consumption  24  per  cent  below.  No  great  change 
occurred  during  the  year  in  the  quantity  of  coal  in  storage;  if 
anything,  it  increased  slightly. 

"A  canvass  of  consumers'  stocks  on  November  1,  last,  indi- 
cated 47,000,000  tons  in  storage.  This  was  16,000,000  tons,  or 
25  per  cent  below  the  maximum  of  63,000,000  reached  on  the  day 
of  the  armistice.  Present  information  indicates  that  production 
fell  short  of  consumption  and  exports  in  December,  and  that  the 
stocks  at  the  close  of  the  year  were  slightly  below  those  on 
November  1.  Production  for  the  month  of  January  will  approxi- 
mate 37,750,000  tons,  roughly  equal  to  the  probable  consump- 
tion for  that  month.  At  the  moment  production  is  increasing 
faster  than  consumption,  and  coal  is  again  flowing  into  storage. 
A  report  of  stocks  on  January  1.  1922,  will  be  issued  shortly. 

"Anthracite. — Retail  dealers'  stocks  of  anthracite  on  Novem- 
ber 1  were  large,  and  although  they  have  since  declined,  are  no 
doubt  still  considerable.  The  producers  had  in  storage  on  the 
same  date  1,768,000  tons  of  domestic  sizes  and  2,719,000  tons  of 
steam  sizes." 


COAL  SUPPLY  FIGURES 

The  Traffic  World  Washington  Bureau 

The  railroad  had  about  35  days'  supply  of  bituminous  coal 
on  hand  at  the  beginning  of  1922,  according  to  an  estimate  by 
the  Geological  Survey  based  on  reports  from  the  American  Rail- 
way Association.  Reporting  roads  showed  a  total  in  storage 
of  over  13.000,000  tons,  and  the  Survey  said  it  was  possible 
that  complete  returns  would  show  a  total  stock  even  above  the 
maximum  of  13.644,000  tons  on  hand  January  1,  1919.  A  large 
amount  of  the  railroad  coal  is  held  in  cars,  the  Survey  said. 

In  reporting  on  bituminous  coal  in  transit,  the  Survey  said: 

Coal  on  Upper  Lake  Dorks. — Coal  on  the  lake  docks  is  treated  as 
in  transit,  partly  because  it  fluctuates  greatly  with  the  season  and 
partly  because  most  of  it  must  still  he  shipped  hy  rail  he  fore  it  reaches 
the  consumer.  It  is,  however,  the  dominant  element  in  the  fuel 
reserve  of  the  states  of  Wisconsin,  Minnesota,  the  Dakotas  and  parts 
of  northern  Iowa. 

The  movement  off  the  clocks  during  November  and  December  was 
light  and  the  tonnage  remaining  on  January  1.  1922,  was  about  twice 
as  great  as  it  was  a  year  ago.  The  stocks  of  bituminous  coal  held 
by  the  twenty-eight  distributing  docks  companies  follows: 

August  1,  1921 8.188.639  net  tons 

November   1.    1921 8.824.297  net  tons 

January  1,  1922 7,150.654  net  tons 

These  figures  are  exclusive  of  coal  on  private  docks  of  industrial 
consumers,  such  as  the  copper  and  iron-mnking  companies  of  Minne- 
sota and  northern  Michigan.  The  stocks  of  the  latter  companies  are 
included  In  the  commercial  storage. 

Coal  at  Ports,  etc.— ^Coal  in  cars  sometimes  accumulates  at  tide- 
w "M  J,"  volume  sufficient  to  make  it  a  factor  of  importance,  but  the 
available  reports  Indicate  no  abnormal  accumulation  on  January  1. 


The  total  commercial  stock  of  bituminous  coal  on  January 
1,  1922,  It  is  estimated,  was  47,000,000  tons.  This  was  16,000,000 
tons,  or  25  per  cent  less  than  the  amount  In  storage  at  the  end 
of  the  war. 

In  fact,  the  stocks  were  found  to  be  slightly  smaller  than 
on  November  1  last,  when  48,000,000  tons  were  on  hand.  The 
public  utilities  and  railroads,  the  report  shows,  have  taken  the 
precaution  to  increase  their  stocks  during  November  and  De- 
cember, but  their  gains  have  been  offset  by  a  decrease  in  the 
stocks  of  industrial  consumers  and  retail  coal  dealers. 

The  present  stock  is  sufficient  to  last  about  41  days,  if  per- 
fectly distributed.  By  classes  of  consumers,  the  figures  are: 
Railroads,  35  days;  coke  plants,  42  days;  steel  works,  48  days; 
electric  utilities,  51  days;  coal-gas  plants,  89  days;  other  indus- 
trials, 51  days.  Retail  coal  yards  have  bituminous  coal  enough 
to  last  33  days  and  anthracite  sufficient  for  44  days. 

The  report  on  stocks  was  prepared  jointly  by  the  Census 
Bureau  and  Geological  Survey  under  direction  of  Secretary  of 
Commerce  Hoover. 


IMPORT  RATES  ON  COFFEE 

The  Traffic  World  Washington  Bureau 

Another  inquiry  into  the  adjustment  of  important  rates 
en  coffee  from  the  gulf  ports  to  destinations  in  the  territory  be- 
tween, broadly  speaking,  the  Buffalo-Pittsburgh  line  on  the  East 
and  the  Rocky  mountains  on  the  West,  has  been  ordered  by  the 
Commission,  in  I.  and  S.  No.  1485,  in  which  the  Commission  sus- 
pended from  February  5.  to  June  5,  schedules  published  in  vari- 
ous tariffs  by  Boyd,  Emerson,  Kelly,  and  Leland.  The  sus- 
pended schedules  proposed  both  reductions  and  increRses  on 
green  coffee,  from  New  Orleans,  Galveston  and  other  gulf  ports, 
particularly  to  destinations  in  Texas,  Oklahoma,  Kansas,  Ar- 
kansas and  Missouri.  The  rates  to  those  states  are  the  ones 
most  seriously  questioned. 

The  schedules  suspended  until  June  were  supposed  to  have 
been  in  compliance  with  the  Commission's  decision  in  I.  and  S. 
No.  1175,  on  which  docket  two  reports  were  made,  the  latest  hav- 
ing been  made  in  September  last.  Then  Commissioner  Eastman 
modified  a  report  that  had  been  made  in  58,  I.  C.  C.,  716,  just  a 
year  before.  The  schedules  suspended  in  the  l?test  rtorkpf  num- 
ber were  prepared  by  the  agents  in  accordance  with  their  un- 
derstanding of  Mr.  Eastman's  report.  The  fact  that  they  were 
suspended  may  be  taken  as  an  indication  that  they  are  consid- 
ered far  away  from  the  Commission's  understanding  of  the  East- 
man report. 

According  to  the  prima  facie  showing  of  the  protestants,  the 
agents,  in  preparing  their  tariffs,  continued  fourth  section  de- 
partures either  in  violation  of  the  latest  report  on  the  subject, 
or  caused  some  where  none  had  been  before,  or  intensified  some. 
At  Chicago  the  point  where  the  competition  through  the  At- 
lantic and  the  gulf  ports  is  the  most  intense,  the  rate  remains 
unchanged,  at  60  cents  per  100  pounds. 

Apparently  a  rate  of  69.5  cents,  blanketed  from  as  far  south 
as  Oklahoma  City  to  as  far  north  as  Davenport,  la.,  with  rates 
south  of  Oklahoma  City,  from  Galveston,  as  high  as  100.5  cents 
to  Port  Worth  caused  the  latest  Inquiry.  The  69.5  cent  blanket 
rate,  but  for  the  suspension,  would  apply  to  Kansas  City,  the 
present  rate  to  which  is  74.5  cents. 

The  Commission's  troubles  with  the  rates  in  question  began 
immediately  after  its  permirsive  report  in  the  five  per  cent  case 
was  issued.  They  were  intersifird  by  its  report  in  the  fifteen  per 
f'nt  cr^e.  pTrntuatrd  bv  the  Director-General's  General  Order 
28,  on  top  of  which  was  piled  the  mass  of  rates  authorized  in  Ex 
Parte  74. 

Until  the  five  per  cent  case  came  along,  in  1915,  there  had 
been  peace  in  the  adjustment  for  ten  years.  The  railroads  made 
peace  in  1905  on  the  basis  of  equal  rates  from  New  York  and 
New  Orleans  to  Chicago,  the  rail-and-water  rate  from  New  York 
to  Chicago  being  used  as  the  yardstick.  For  the  last  six  years 
there  has  been  more  or  less  turmoil,  even  as  there  has  been  with 
regard  to  the  rates  on  sugar  from  New  York  and  New  Orleans 
to  Chicago. 

In  announcing  the  suspension,  the  Commission  said: 

The  suspended  schedules  propose  increases  and  reductions  in 
rates  on  green  coffee  from  New  Orleans,  La.,  Galveston,  Tex.,  and 
other  Gulf  ports  to  various  destinations  in  Oklahoma,  Kansas,  Texas, 
Arkansas,  Missouri  and  other  states.  The  following  shows  the  pres- 
ent and  proposed  rates  in  cents  per  100  pounds  from  and  to  points 
indicated: 

From  New  Orleans.  La.     From  Galveston.  TIN 

To  Present        Proposed        Present        Proposed 

St.  Louis,  Mo 57%  57%  39  69% 

Burlington,    la 64  65%  59%  69% 

rh'cngo.     Ill BO  60  42%  K9V, 

Dallas,    Tex 100%  97  76%  76% 

Oklahoma   City,   Okla 77%  69%  77%  65% 

Wichita,   Kan 90  69%  ....  65% 


The  abstracts  of  tariff  filings,  rejections,  suspen- 
sions, etc..  as  printed  in  each  issue  of  THE  DAILY 
TRAFFIC  WORLD  enable  subscribers  always  to  be 
sure  their  tariff  files  are  up-to-date. 
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SHIP  SUBSIDY  LEGISLATION 

The  Tragic  World  Washington  Bureau 

After  a  conference  with  the  Republican  steering  commit- 
tees of  Congress  at  dinner  on  the  night  of  February  7  at  the 
White  House,  it  wag  said  that,  under  the  legislative  program 
agreed  on,  an  effort  will  be  made  to  enact  into  law  before  the 
proposed  adjournment  in  June  the  legislation  President  Hard- 
Ing  will  recommend  with  respect  to  national  aid  for  the  Amer- 
ican merchant  marine.  It  is  understood  that  the  President 
will  submit  his  recommendations  on  the  ship  subsidy  plan  to 
Congress  within  the  next  two  weeks.  The  President  has  been 
studying  the  report  which  the  Shipping  Board  recently  sub- 
mitted to  him  on  ship  subsidies  and  he  has  had  several  con- 
ferences with  Chairman  Lasker  relative  to  the  report.  From 
present  indications  subsidy  legislation  probably  will  meet  a 
great  deal  of  opposition  in  both  branches  of  Congress. 


George  J.  Baldwin,  San  Francisco;  Maynard  McFie,  Los  Angeles, 
and  R.  L.  Hague,  San  Francisco. 


PACIFIC  MERCHANT  MARINE 

Tkt  Trafc  WtrU  Woikingtcn  Bnretm 

A  conference  of  representatives  of  Pacific  coast  ports  and 
member*  of  the  Shipping  Board  was  held  In  Washington  this 
week  to  discuss  the  proposal  of  organizing  a  Pacific  coast  com- 
pany to  buy  and  operate  the  board's  combination  passenger- 
cargo  vessels  In  the  trans-Paclflc  trade.  The  conferees  called  on 
President  Harding  and  were  informed  by  the  President,  ac- 
cording to  Chairman  Lasker.  that  nothing  concerned  .*lm  i 
than  "providing  proper  aids  to  establish  an  American  merchant 
marine,  and  that  It  was  one  of  his  earnest  hopes  to  see  such 
aids  provided."  The  President  was  said  to  have  Indicated  his 
interest  in  the  proposal  to  organize  the  company  for  the  develop- 
iii.  ni  of  the  merchant  marine  in  the  Pacific. 

At  the  conference  with  the  board  Chairman  Lasker.  accord- 
ing to  a  statement  issued  by  him.  the  meeting  having  been 
closed  to  the  press,  pointed  out  that  if  ruinous  competition 
prevailed  between  ports  and  companies  there  would  not  be  that 
opportunity  for  the  development  of  the  American  flag  In  ship- 
ping in  the  east  that  there  would  be  through  a  popularly  owned 
company,  uniting  all  the  ports  of  the  Pacific  coast  and  thus  cut- 
ting down  overhead  expenses.  The  statement  In  part  follows: 

Th>-  Shipping  Board  made  no  haals  of  proposal  n 
which    It     '  nation     paiuu-ngi  r-nnd-i  n 

utr.-m  that.  In  llnr  with  t...    J  t   wan   lt» 

that  the  *hlps  paused  Into  private  hand*  at  ti 
patthle    with    the    K  vine    n    j 

Pre»,  -f-d  his  address  on  ro\.  mm.  M  old  to 

pin*  to  "'orncr.-M  and  Conitr.  .«*   hail   taht  n  art  Ion  on  Mir 

nut   t»  I  In  n  position   to  name  an  ui  limn. 

i    martois)  taj 


rr*»    has  r  \  |  r>  »*»1    It*    wilt  01 
•mic   Hoard  desires   to  durpour 
•  K  that   through  prii 

behalf  of  thr  board.    Mr     l,i»t< 

nient*    In    principle    tli.it    wntilcl 
competing  port*  ami  mat. 
at  that  t 


f.ut     .lid 

"ntll    th.- 
atr  *hlp- 

;er   •hlpn. 


Mr.  Leaker  mil..]  ai  mklnc  In. 

art-    necessary   for   the   ilrvi-lopnim-  that 

through  a   private  corporation   •  onld    tin*   he   brought    aU.ut.    th. 
Mng   Board    ha\m«    no   npproi 
pose*;    and    without    «uch    banking 

•I  InipoM 

who  had  sm-h  connection*  and  develop   American  -flag   shlpa  to    • 
utmost 

Mr.  Utaker  furth.r  itatea  that  th«  Shipping  Board,  on  measuring 
•  ituatton.    found  that   there   wa*   n.,   .-imting  group   «ht. 
•Ironc  enough  .  Mary,  an.i 

i   •.   ,•          • 

In  a  common.   popular  rffuit    •  .-   format 

panr. 

l-aaker  made  It  plain  thai  there  was  nothing  In  the  mincested 
companr   that    precluded    any    and    all    port*    and   all    In-lm 
chasing    any    cargo    »htpa   de«lr«d.    on    the    Identical    price   and    t- 
that    any    company.    Including    the    propoaed    one.    could    ohtaln.      Mi 
Leaker  alao  pointed  out   that   If  a   hlnh.-r   l.-.d    f..r   th.-    |,,i...nK.  r   .hip* 
••    than   the    bid    of   the   contemplated    company    wa  th<- 

higher  bid  would,  of  courae.  obtain  the  *hlp«:  t.ut   Mr    IJI..W.T 

'«ar  that   unless  such   a  company    a*   cootampamted   waa   brouKht 
about,   there  might  b*  no  group  strong  . 

and  therefore  It  became  th-  duty  of  the  HMnptaaj  Beard  to  ati 
create  a  customer  If  nojw  .-xi.I.d      In  th.    .  r.-atlon  of  such  a  [ 
however,  the  Shipping   Ikwrd  could  only  contemplate  one  tha 
sented  all   the  people  of  th*  Pacific   coast    and   that    waa  organll.  .1    m 
the  national  Interrst  rather  than  by  *  c:,;  ,nu 

in*    '  ••   cra*t    IH  tnou*   an.  I 

thoslaatlr  In  nitharrlhinr  •  •pin*  Hoar-' 

us  I*  propoaed  wa*  •  ».«•  ntinl   f. 
and   to  carry   out   the   purposes   nf   th.'    .1 

>.   port   «h" 
'no  that  the  pi.  ,,.,)  „,,  |0 

•t    of    each    |ort       Th-    «  omn  lhat    this 

•  ..  ,    : 

*»ed    that    while   any   new   company   thnt    was 

••d   desired    to  pay   all   that    the   *hlp*   w.  hase 

•ised  on   th.-   •  hitx   brlriK  acquired  at   a    prlr..   thnt 
made  proper  earnings  pn*»ihle.   If  capital   wn»  to  In-  attr.. 

Pacific  coast   represent  at)  vex   nl    th"   conference   w 
Robert   Dollar.  San   Franri.-  .  it    Klelahhacker.  San   Ki.m 

Cisco:   William  Pit-  rtiaml;    K    H 

Klnitubury.  -San  Franrjsro;  John  S    Bak-r.  T  'aul  Shoup, 

San  Franrii.ro:   H    I)    I'mneo.  Astoria:    II    K     \l«-xan<l«-r    S.;itt|.- 
Joaeph   H.    Kinr.   Oakland:   John    P  ks.   IXM    Ane- 


SHIPPING  BOARD  ADVERTISING 

.  The  Traffic  World  Washington  Bureau 

M.  B.  Claussen,  advertising  manager  of  the  U.  S.  Shipping 
Board  Emergency  Fleet  Corporation,  announced  this  week  that 
in  October,  November,  and  December,  1921,  a  total  of  $121,258.61 
was  spent  by  the  board  in  advertising  services  of  American 
passenger  liners.  Answering  criticism  of  the  board's  advertis- 
ing in  the  House  on  the  ground  that  it  appealed  to  Americans 
to  go  abroad  instead  of  visiting  American  summer  and  winter 
resorts,  Mr.  Claussen  said  it  was  not  the  intention  of  the  gov- 
ernment to  draw  the  American  tourist  from  California  or 
Florida  and  persuade  him  to  visit  foreign  countries  in  place  of 
his  own,  but  that  it  desired  to  get  Americans  who  do  go  abroad 
to  use  American  flag  ships.  He  said  government  statistics 
showed  that  approximately  250,000  Americans  travel  by  sea 
from  the  United  States  each  year  and  that  if  a  half  of  those 
sought  passage  on  American  ships  there  would  not  be  enough 
.ships  under  the  American  flag  to  accommodate  them. 

I'p  to  January  24,  Mr.  Claussen  said,  the  board's  adver- 
tising for  board  ships  operated  by  the  Pacific  Mail,  the  Ad- 
miral Line,  the  Munson  Line  and  the  U.  S.  Lines  brought  27.843 
inquiries.  In  the  last  quarter  of  1921.  he  said,  the  lines  men- 
tioned carried  23,491  passengers. 

"Jt  plan  of  freight  advertising  is  now  under  consideration 
and  is  being  worked  out,"  Mr.  Claussen  said,  "whereby  the 
control  of  the  amount  allotted  to  each  operator  will  be  on  the 
basis  of  so  many  cents  per  hundred  tons  per  annum,  which,  in 
connection  with  a  central  circularizing  department,  is  expected 
to  increase  the  volume  of  business  of  the  operators  and  de- 
crease the  amount  which  has  heretofore  been  spent  by  the 
operators  In  newspapers  and  magaxlnes  for  advertising." 


r. 


SHIPPING  BOARD  PERSONALITIES 

Tkt  Tragic  World  Washington  Bureau 

Publication  this  week  by  the  Senate  committee  on  appro- 
priations of  testimony  by  A.  D.  Lasker.  chairman  of  the  Shipping 
Board,  In  support  of  the  board's  requests  for  money,  revealed  that 
Laaker  told  the  committee  that  W.  B.  Keene,  manager  of  the 
traffic  department  of  the  division  of  operations,  and  at  one  time 
acting  director  of  operations  of  the  board's  fleet,  had  submitted 
bla  resignation  because  Keene  thotignt  lhat  Lasker  had  done 
him  an  Injustice  In  testimony  given  beforr  the  House  appropria- 
tions committee.  Before  the  latter  committee,  Lasker  said  thnt 
Keene's  salary  had  been  raised  from  $9,500  to  $10,000  so  as  not 
to  "humiliate"  him.  Lasker  said  Keene  was  an  Invaluable  man 
and  that  the  board  could  not  afford  to  lose  him.  Keen*-  declined 
to  comment  on  the  situation.  He  said  he  was  Mill  with  the 
-.1 

"Hefore  the  House  committee,"  said  Lasker,  "I  worded  my 
testimony  regarding  Mr.  Keene.  In  answer  to  a  question,  in  such 
a  way  that  be  thought  I  did  him  an  Injustice.  He  was  so  hurt 
that  he  resigned,  and  does  not  want  to  stay  with  us.  He  can 
get  more  money  away  from  us.  Congress  might  not  believe  it, 
but  It  Is  so.  There  are  men  who  are  constantly  lambasting  the 
Shipping  Board:  but  when  these  records  are  made  that,  pur- 
posely or  Inadvertently,  reflect  on  men  like  Mr.  Keene,  who  Is 
doing  so  much  for  his  country,  his  patience  Is  finally  worn  out. 
If  we  have  to  make  many  more  changes  I  am  afraid  we  will 
•carcely  be  able  to  wind  up  the  affairs  of  the  Fleet  Corporation." 

RIVERS  AND  HARBORS  CONGRESS 

"The  official  call  for  the  seventeenth  convention  of  the 
National  Rivers  and  Harbors  Congress  at  Washington.  March  1 
and  2.  has  been  Issued  by  John  H.  Small,  president,  and  S.  A. 
Thompson,  secretary. 

Among  those  who  have  accepted  Invitations  to  address  the 
convention  are  Secretary  of  the  Navy  Denby,  Secretary  of  Com- 
merce Hoover  and  Major  General  Lansing  H.  Beach,  chief  of 
eng-i  S.  Army.  Subjects  for  general  discussion  Include 

Panama  canal  tolls,  government  barge  lines  on  the  Mississippi 
and  Warrior  rivers  and  the  proposed  Great  Lakes-St.  Lawrence 
river  ship  canal  project. 

"I'nless  the  pressure  of  public  opinion  is  brought  Htrongly  to 
bear  upon  Congress,  there  is  serious  danger  that  the  next  appro- 
priation (rivers  and  harbors  appropriation)  will  be  so  small 
that  the  work  on  every  port  and  every  waterway  in  the  United 
States  will  be  slowed  down  almost  to  the  stopping  point,"  offici- 
als of  the  Concress  said. 

In  a  statement  accompanying  the  call,  under  the  head  of 
"Cheese-Paring  Economy  vs.  Broad-Vlwloned  Statesmanship," 
the  Congress  said: 

ThiTe    will    IIP    no    Inrk    of    lnti>ic*tinK    *uhj»>rt»    for    dlnciiaslcin    at 

the   I'onv.-ntion.   but   none  will   be   more   important   thnn   the  question 

whether    the    policy    of    Congres*    townrd    transportation    In    general, 

waterways     In     particular,     shall     be    dictated     by     chc<>se-parlng 

"my  or  bv  th"  hrood-vlnloned  statesmanship  mentioned  by 
Trenldent  Hard  to* 
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There  arc  plenty  of  people  who  use  n  high-power  mental  mi- 
croscope to  magnify  the  cost  of  improving  waterways,  who  are  abso 
UUely  blind  to  what  the  lack  of  them  costs  Do  you  remember  the 
panic  of  1907  and  all  the  ruin  that  It  wrought?  Mr.  Alfred  P.  Thorn, 
""ni-ral  Counsel  Association  of  American  Railway  Executives,  told 
he  Newlands  Committee  that  tills  "panic  of  plenty"  was  "brought 
on  by  the  inability  of  communities  to  deal  with  each  other  because 
the  railway  facilities  were  inadequate." 

Have  you  forgotten  the  delays  and  embargoes  which  imperilled 
the  success  of  the  United  States  In  the  Great  War.  or  the  average 
shortage  of  more  than  100,000  cars  throughout  1920  which  was 
followed  by  the  terrific  slump  in  business  that  threw  5,000,000  men  out 
of  employment  and  filled  the  sidetracks  with  more  than  500,000  idle 
reight  cars^  ^  ^^  ^^  ^  yearg  from 

can  never  be  exactly  computed,  but  It  is  safe  to  say  that  they 
were  twenty  times  as  great  as  the  cost  of  improving  every  water- 
way and  harbor  in  the  United  States— and,  if  our  28,000  miles  of 
waterways  had  been  improved  and  In  use,  they  would  have  been 
largely.  If  not  entirely,  prevented. 

The  record  of  railroad  Inadequacy,  and  its  results,  is  written 
large  in  the  transportation  history  of  the  United  States,  and  It  is 
the  duty  of  broad-visioned,  far-seeing  statesmen  to  make  a  care- 
il  study  of  the  present  condition  of  our  railways  and  of  the  steps 
that  are  being  taken  to  put  them  in  condition  to  meet  the  traffic  needs 
of  the  country  when  normal  conditions  return— for  every  one  knows 
that  normal  conditions  will  return,  although  no  one  knows  just  when. 

From  1898  to  1912,  an  average  of  4,315  miles  of  new  railway  was 
built  each  year,  as  compared  with  475  miles  in  1921.  Of  2nd,  3rd  and 
4th  tracks  there  were  built  1,395  miles  in  1913  and  169  miles  in 
1921  Worse  yet,  in  the  five  years  ending  with  1921,  4,989  miles  of 
railroad  were  abandoned,  of  which  1,714  miles  were  actually  torn 
up  Interstate  Commerce  figures  show  that  the  United  States  had 
543  miles  less  of  railroad  in  1920  than  in  1916. 

From  1902  to  1913  an  average  of  113.340  freight  cars  were  built 
each  year.  In  1921  only  40,292  were  built,  although  the  number  in 
existence  was  23,365  less  than  in  1920,  and  on  January  1,  1922,  313,- 
190  were  in  bad  order.  Locomotives  in  service  increased  by  7,378 
In  the  four  years  ending  with  1913,  but  by  only  1,090  in  the  eight 
years  ending  with  1920.  ' 

A  blind  man  can  see  that,  with  an  actual  decrease  of  railway 
milage  and  equipment,  it  will  not  be  long  after  business  starts 
again  until  it  will  be  clogged  and  hampered  and  hamstrung  by 
inadequate  transportation  facilities — and  the  seeds  of  another  panic 
will  have  been  planted! 

The  governments  of  Europe  have  promoted  the  development  and 
use  of  waterways  as  well  as  railways.  France  and  Germany  both 
kept  on  building  waterways  right  through  the  war.  France  is 
starting  to  improve  the  Rhone  all  the  way  from  Switzerland  to  the 
sea  for  the  triple  service  of  power,  irrigation  and  navigation.  Germany 
Is  beginning  a  twenty-year  task  of  connecting  the  Rhine  and  the 
Danube  by  a  canal  which,  besides  producing  a  great  water  power, 
will  enable  1, 500-ton  boats  to  carry  cargoes  without  change  from 
Rotterdam  to  Odessa. 

That  this  is  .statesmanship,  instead  of  folly,  is  indicated  by  the 
fact  that  in  every  one  of  the  twenty  years  ending  with  1913  the 
foreign  commerce  of  Germany  exceeded  that  of  the  United  States 
by  hundreds  of  millions  of  dollars  and  the  excess  grew  greater  year 
by  year.  That  is  quite  a  record  for  a  country  that  could  be  lost 
in  our  State  of  Texas. 

The  original  reports  submitted  by  the  Army  Engineers  gave 
$62,000,000.00,  in  round  numbers,  as  the  amount  that  could  profitably 
be  expended  on  rivers  and  harbors  during  the  coming  fiscal  year. 
Acting  under  orders  to  reduce  the  estimates  to  the  lowest  possible 
point,  the  total  was  reduced  to  $42.815,661.00.  The  first  figure  named 
by  the  Director  of  the  Budget  was  $13,500,000.00,  but  facts  were 
presented  which  led  him  to  increase  the  amount  to  $27,885,260.00. 

Judging  by  what  has  happened  to  all  the  money  bills  thus  far 
considered,  it  is  almost  certain  that  this  meager  amount  will  be 
largely  reduced,  perhaps  cut  in  half,  by  the  House  Committee  on 
Appropriations.  If  this  should  be  done  the  result  would  be  serious, 
if  not  disastrous. 

It  is  true  that  the  appropriation  for  rivers  and  harbors  was  only 
$12,400,000.00  in  1920  and  $15,250,000.00  in  1921.  It  is  also  true  that 
the  actual  expenditures  for  the  maintenance  and  improvement  of 
rivers  and  harbors — not  including  flood  protection,  operating  of  canals, 
etc.— were  $34,486,219.55  in  the  fical  year  1920  and  $40,811,603.81  in  1921. 
These  large  expenditures,  however,  were  possible  only  because  of 
the  unexpended  balance  which  had  accumulated  during  the  war,  the 
greater  part  of  which  will  be  exhausted  before  a  new  appropriation 
will  become  available,  and  the  amount  of  that  appropriation  will 
determine  how  much,  or  how  little,  work  can  be  done. 

"Congress,"  said  the  late  Senator  Newlands,  "does  not  create 
public  opinion;  it  records  public  opinion,"  and  the  people  of  the 
United  States  have  the  right  to  tell  those  who  represent  them  in 
Congress  whether  crippling  the  work  on  waterways  by  insufficient 
appropriations  should  be  considered  "broad-visioned  statesmanship" 
or  "cheese-paring  economy." 


PURCHASE  OF  GOVERNMENT  SHIPS 

Tht  Traffic  World  Washington  Bureau 

The  U.  S.  Shipping  Board  has  evolved  a  plan  of  relief  for 
pioneer  purchasers  of  government  vessels,  whereby  these  pur- 
chasers may  obtain  additional  vessels  from  the  government  at 
a  price  that  will  bring  down  the  cost  of  the  pioneer  purchases 
to  the  present  market  value  of  ships.  Officials  of  the  board  ad- 
mitted that  the  plan  would  not  afford  much  relief  to  the  man 
who  paid  cash,  but  said  that  it  was  devised  to  aid  the  operator 
who  still  owes  for  his  ships.  It  was  also  admitted  that  the  plan 
would  not  afford  relief  to  the  operator  who  could  not  take  on 
additional  tonnage.  The  official  statement  of  the  board  follows: 

The  United  States  Shipping  Board  announces  that  it  has  decided 
upon  a  policy  with  respect  to  pioneer  ship  purchasers  that  the  Board 
feels  will  have  the  following  results: 

(1)  Compliance   with   the   mandate   of  Congress   expressed   in   the 
Merchant  Marine  Act,  1920,  to  place  ships  owned  by  the  Government 
Into    private    hands. 

(2)  Preserve   in   their   operating   integrity   and   efficiency   approxi- 
mately 70  shipping  concerns  now  actively  engaged  in  commerce  from 
all  the   seaboards  of  the  United  States  with   a  preservation   of  their 
ship  organization  and  service. 

(3)  Additional    tonnage   in    the    hands    of    these    operators    for    a 


further  expansion  of  ships  under  the  American  flag  by  private  opera- 

The  program  to  be  followed  calls  for  individual  negotiation  In 
each  particular  case  and  follows  extended  hearings  and  investiga- 
tion. On  Nov.  9.  1921,  in  response  to  and  in  recognition  of  the  acute 
situation  in  which  ship  operators,  who  for  the  first  year  or  two 
after  the  Armistice  bought  tonnage  at  the  then  approximate  price 
of  from  $150  to  $200  per  ton,  had  confronting  them,  the  United  States 
Shipping  Board  granted  an  open  hearing  to  all  of  these  pioneer  pur- 
chasers, whom  the  Shipping  Board  desired,  if  possible,  to  conserve 
as  a  major  unit  in  an  American  Merchant  Marine  under  private  owner- 
ship and  operation.  The  public  hearing  developed  the  necessity  of 
investigation  of  each  individual  operating  Company,  and  these  hear- 
ings were  completed  last  week.  These  hearings  developed  in  detail 
the  financial  status  of  the  company,  the  operating  organization,  the 
essential  nature  of  the  trade  routes  in  which  the  ships  were  engaged 
and  all  of  the  elements  that  called  for  consideration. 

It  will  be  recognized  that  the  operating  companies  who  were  the 
pioneers  in  the  patriotic  desire  to  build  a  Merchant  Marine  under 
the  American  flag  should  not  suffer  the  unsurmountable  handicap 
of  having  to  compete  with  foreign  flag  vessels,  whose  tonnage  value 
was  not  one-fourth  that  contracted  for  by  the  pioneer  American 
operator.  The  difference  in  the  interest  return  and  the  insurance 
cost  alone  would  make  it  impossible  for  the  American  operator  at 
these  high  tonnage  prices  to  compete  with  the  foreign  operator  with 
tonnage  based  on  a  so  much  lower  value. 

Therefore,  to  preserve  these  pioneers  from  extinction  and  thus 
at  the  outset  cripple  or  nullify  a  large  portion  of  the  Merchant  Fleet 
in  the  hands  of  private  operators  under  the  American  flag,  the  United 
States  Shipping  Board  has  evolved,  after  these  extended  hearings, 
a  program  that  the  Board  feels  will  ameliorate  the  situation,  and 
in  addition  to  preserving  the  ship  tonnage  at  present  in  operation 
from  suspension  provides  for  a  further  increase  in  American  flag  ton- 
nage in  the  hands  of  these  operators.  The  program  calls  for  no  finan- 
cial sacrifice  on  the  part  of  the  Government,  for  the  reason  that 
where  the  pioneer  purchaser  has  defaulted  in  his  obligation,  with  the 
ship  itself  as  a  recurity  for  the  obligation,  it  was  a  case  of  preserv- 
ing the  pioneer  and  his  organizaton  or  take  back  the  ship.  It  was 
preferable,  therefore,  that  the  pioneer  keep  the  ship,  and  acquire 
additional  ships  at  a  present  market  value,  if  in  so  doing,  the  Gov- 
ernment received  in  addition  to  what  was  paid  in  cash  by  the  Pioneer, 
an  equivalent  to  the  present  market  value  of  the  ship  that  would 
otherwise  be  returned  to  the  Government  with  a  cost  to  the  Govern- 
ment in  caring  for  the  ship  pending  a  new  sale  on  a  price  no  higher 
than  will  be  realized  under  the  plan  provided. 

MARINE  INSURANCE  CONFERENCE 

The  Traffic  World  Washington  Bureau 

Commissioner  Meyer  Lissner  of  the  Shipping  Board,  on  his 
return  from  a  conference,  in  New  York  this  week,  with  marine 
insurance  writers,  issued  the  following  statement: 

We  met  with  the  board  of  managers  for  Syndicate  B,  constituted 
of  all-American  companies,  which  insures  the  government's  equity 
in  the  ships  that  we  sell,  taking  up  with  them  the  matter  of  securing 
more  favorable  rates  on  hull  insurance  on  Shipping  Board  ships.  A 
committee  was  appointed  for  the  purpose  of  drafting  amendments  to 
our  contract  with  Syndicate  B,  and,  without  going  into  details  con- 
cerning these,  it  is  proposed  that  underwriting  under  Syndicate  B  be 
put  on  a  real  commercial  basis — competitive  rather  than  on  the 
arbitrary  basis  that  it  has  been  on— and  that  cause  for  the  com- 
plaints that  heretofore  have  been  lodged  by  purchasers  of  Shipping 
Board  tonnage  that  the  rates  charged  them  in  Schedule  B  were  unfair, 
discriminatory  and  excessive  will  be  wiped  out. 

Syndicate  B  underwriters  practically  agreed  to  quote  the  same 
rates  in  Syndicate  B  as  they  quote  in  Syndicate  C,  which  is  com- 
petitive with  the  foreign  market. 

We  discussed  informally  also  with  these  insurance  writers  the 
matter  of  cargo  insurance  on  Shipping  Board  vessels,  there  being 
cargo  as  well  as  hull  insurers  among  them.  We  took  up  with  them 
complaints  that  had  been  made  by  shippers  and  managing  operators 
and  purchasers  of  Shipping  Board  tonnage  that  the  rates  on  cargo 
insurance  on  Shipping  Board  and  ex-Shipping  Board  vessels  have 
been  unfair  and  discriminatory. 

We  claimed  that  many  operators  operating  Shipping  Board  ships 
are  entitled  on  those  ships  to  what  are  known  as  liner  ratings  for 
cargo  on  the  same  basis  as  other  approved  lines;  that  the  ships  are 
now  being  run  by  experienced  operators;  that  the  inexperienced 
operators  have  been  eliminated  almost  entirely;  that  we  have  reduced 
the  number  of  active  operators  to  43,  exclusive  of  tug  and  tanker 
operators;  that  our  operations  now  are  under  the  control  and  man- 
agement of  thoroughly  experienced  A-l  shipping  men,  and  that  any 
reasons  that  may  have  obtained  a  year  or  two  ago  for  discrimination 
against  Shipping  Board  ships  in  cargo  insurance  rates  have  been 
eliminated  almost  entirely. 

We  asked  the  underwriters  to  meet  with  a  committee  from  the 
Emergency  Fleet  Corporation  to  go  over  the  records  of  the  operators 
who  are  now  operating  ships  for  us  and,  unless  there  be  some  good 
reason  to  the  contrary  which  we  do  not  anticipate,  in  practically  all 
these  cases  we  expect  the  cargo  underwriters  to  give  to  the  Shipping 
Board  boats  rating  for  cargo  insurance  equally  favorable  to  those 
given  on  cargo  insurance  to  other  operators. 

Our  whole  conference  with  these  gentlemen  was  entirely  satis- 
factory and  they  seemed  to  appreciate  the  spirit  in  which  we  took 
up  the  matter  with  them  and  expressed  an  intention  to  co-operate 
with  the  Shipping  Board,  both  in  hull  and  cargo  insurance,  with  the 
idea  of  helping  it  to  work  out  its  problem  so  that  the  remaining 
tonnage  will  be  disposed  of  on  a  satisfactory  basis. 

We  are  compiling  from  our  records  data  on  the  various  ships  of 
the  various  operators  which  we  will  submit  to  the  underwriters  in  n 
few  days  and  then  on  the  twentieth  we  are  to  have  another  confer- 
ence in  New  York  with  the  managing  underwriters  representing 
cargo  insurance,  to  go  over  the  records  of  the  various  operators  and 
companies,  with  the  intention  of  securing  for  the  latter  the  approved 
rating  to  which  we  feel  they  are  entitled. 


EGYPTIAN   COTTON   SHIPMENTS 

The  Blair,  operated  by  the  Export  Steamship  Company,  has 
booked  13,500  bales  of  cotton  at  Alexandria,  Egypt,  and  will  sail 
shortly  for  Boston,  according  to  Vice-President  Love  of  the 
Emergency  Fleet  Corporation.  This  is  the  second  cargo  of  cot- 
ton obtained  by  a  Shipping  Board  vessel  under  the  agreement 
with  the  British  to  divide  cotton  shipments  from  Alexandria  with 
Shipping  Board  vessels,  Mr.  Love  said. 
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SHIPPING  BOARD  APPROPRIATIONS 

Tkt  Trtfe  World  Washington  Burton 

The  Senate  committee  on  appropriations  this  week  reported 
to  the  Senate  appropriation  bill  which  was  passed  by  the 
House,  with  amendments  wiping  out  restrictions  enacted  by  the 
House  with  regard  to  the  appropriations  for  the  Shipping  Board 
and  the  Emergency  Fleet  Corporation. 

The  House  provided  that  not  more  than  6  employes  could 
be  paid  in  excess  of  $11,000,  while  the  bill  as  reported  by  the 
Senate  places  the  limit  at  13,  as  was  requested  by  Chairman 
Lacker.  The  provision  that  no  salary  should  exceed  $25.000 
also  was  eliminated.  The  Senate  committee  also  put  back  into 
the  bill  the  provision  giving  the  board  authority  to  expend  up 
to  $56,000,000  out  of  moneys  collected  from  sale  of  ships  and 
other  property  and  assets,  less  such  portion  of  the  $55.000,000 
which  shall  have  been  collected  during  the  fiscal  year  1922. 

No  changes  were  made  with  respect  to  the  appropriations 
for  the  Interstate  Commerce  Commission. 


POWELL  TO  LEAVE  BOARD 

Tkt  Trtfe  World  Wttkinglon  Bnrttn 

Joseph  W.  Powell,  president  of  the  Emergency  Fleet  Corpo- 
ration, will  sever  his  connection  with  that  corporation  and  the 
Shipping  Board  on  March  4. 

"Mr.  Powell,  on  September  4,  1921,  came  with  the  Shipping 
Board  at  the  insistent  request  of  the  President  and  •Chairman 
Lasker  to  aid  In  expediting  the  reorganization  of  the  Emergency 
Fleet  Corporation."  said  a  statement  Issued  by  the  board. 

"Mr.  Powell  made  It  plain  at  that  time  that  his  private 
affairs  forbade  his  giving  the  time  necessary  for  permanent 
connection  with  the  enterprise.  He  finally  consented  to  come 
for  three  months  without  salary.  So  much  of  the  reorganization 
work  was  In  progress  at  the  end  of  the  ninety  days  that  Mr. 
Powell  felt  it  his  duty  to  extend  the  period  of  voluntary  service. 

"March  4  will  conclude  six  months  of  Mr.  Powell's  stay,  and 
both  Mr.  Powell  and  Mr.  Lasker  feel  that  by  that  time  the  work 
of  reorganization  will  be  so  well  In  hand  that  Mr.  Powell  will 
be  free  to  carry  out  his  expressed  agreement  of  short  service 
on  which  he  came  with  the  board. 

"There  will  be  no  other  changes  m  the  Emergency  Fleet 
Corporation  trustees;  none  is  contemplated. 

"After  Mr.  Powell  leaves,  the  work  he  has  had  In  hand  will 
automatically  pass  back  to  Chairman  Lasker.  Mr.  Small,  senior 
vice-president  of  the  Emergency  Fleet  Corporation,  will  then  act 
as  presiding  officer  of  the  Emergency  Fleet  Corporation  board. 

"Chairman  Lasker.  in  announcing  President  Powell's  res- 
ignation, expressed  his  appreciation  of  Mr.  Powell's  services  and 
said  that  without  the  aid  of  Mr.  Powell  It  would  have  been 
Impossible  to  carry  on  this  task  up  to  this  time. 

"Mr.  L*sker  further  announced  that  Mr.  Powell  has  been 
good  enough  to  agree  that  at  any  time  the  board  needs  hi* 
services  temporarily  for  matters  In  which  be  can  be  of  aid  he 
will  render  those  services  as  heretofore." 


VESSELS  FOR  RUSSIAN  GRAIN 

Tkt  Trtft  World  WfjUufUn  Bi 

J.  Barstow  Smull,  vice  president  of  the  United  States  Ship- 
ping Board  Emergency  Fleet  Corporation  In  charge  of  charters 
and  allocations,  announced  February  6  that  the  Shipping  Board 
had  met  the  last  of  the  calls  upon  it  for  vessels  for  use  In  trans- 
porting grain  for  Russian  relief,  under  the  direction  of  Secretary 
of  Commerce  Hoover.  A  total  of  thirty  Shipping  Board  vessels 
nave  been  detailed  to  this  work.  This  marks  the  close  of  the 
program.  In  so  far  as  Shipping  Board  boats  are  concerned.  Th. 
last  vessels  assigned  are  the  Westbridge.  to  the  Black  Diamond 
Steamship  Corporation;  the  Bellingham.  to  the  Tampa  Inter- 
Ocean  Steamship  Co.;  the  Aledo.  to  the  Mallory  Transport  Co.. 
and  the  Western  Glen,  to  the  Trondal  Plant  £  La  Fonta  com- 
pany. The  Westridge  and  the  Aledo  will  sail  from  Baltimore 
and  the  Western  Glen  and  Belllngham  from  New  Orleans. 


ST.  LAWRENCE  CANAL 

Tkt  Tnfc  World  Wukinoton  Bnrttn 

•peaking  In  the  Senate  In  support  of  the  Great  Lakes-St. 
I-awreuce  waterway  for  ocean-going  vessels.  Senator  McKlnley 
of  Illinois,  after  reviewing  the  history  of  the  efforts  to  reach 
the  Atlantic  from  the  Mississippi  Valley  via  waterways,  said 
that,  from  the  report  of  the  deep  waterways  board  In  1900  down 
(o  the  official  report  of  the  engineers  for  the  governments  of 
the  United  States  and  Canada  in  1921.  "all  engineering  opinion 
agrees  (hat  the  St.  Lawrence  route  Is  the  natural  outlet,  forms 
the  line  of  least  resistance,  that  the  Improvement  is  feasible, 
and  that  It  can  be  accomplished  at  moderate  cost."  He  said 
in  part: 

This   encin<-«Tins;    report    Is  as   „    whole   and    In   detail   one   of   the 

important    and    adequate    engineering    presentation*    ever    made. 

1th   a   stapendous   problem.    great    In    Its    ..rope,    hut    In    It. 

nttal  details  relatively  simple.   In  the  sense  that  engineering  prsc- 


tirr  with  rtfen  iK-f  to  handling  such  details  is  well  established  and  no 
untried  methods  are  proposed  or  suggested.  The  greatness  of  the 
scheme  as  a  whole  lies  in  its  importance  to  the  entire  middle  West, 
embracing  as  it  does  more  than  a  third  of  the  area,  population,  and 
wealth  of  our  country,  all  of  which  will  be  benefited  tremendously 
by  improved  and  cheapened  transportation,  and  to  the  northeastern 
portion  of  our  country,  embracing  practically  all  of  New  York  State 
and  New  England,  which  will  reap  the  benefits  of  ample  and  cheap 
hydroelectric  power.  Indeed,  it  can  confidently  be  said  that  the  whole 
country  will  be  greatly  benefited  because  of  the  added  prosperity  that 
will  come  so  directly  to  these  two  great  and  Important  regions. 

The  economic  benefit  of  this  Improvement  to  the  undeveloped 
W>-st  Is  beyond  all  calculation.  We  know  that  the  Improvements  at 
the  Soo  have  paid  for  themselves  five  times  over  in  a  season  In  the 
actual  freight  saving.  We  can  not  attempt  to  calculate  what  the 
saving  by  the  proposed  St.  Lawrence  River  Improvement  will  be.  nor 
to  make  any  reckoning  of  the  values  that  will  be  created  and  which 
will  be  made  possible  by  the  Improvement. 

As  a  single  criterion  the  average  grain  production  in  the  area 
Influenced  by  this  lake  route  is  3,664,000,000  bushels  annually.  The 
saving  In  freight  upon  the  export  grain  will  be.  by  any  reckoning, 
approximately  10  cents  a  bushel.  The  price  of  the  crop  Is  fixed  by 
the  price  of  the  surplus.  If  only  half  this  saving  were  to  attach  to 
the  producer,  whose  price  Is  always  the  price  at  market  less  cost  of 
transportation  the  position  of  American  farmers  would  be  Improved 
In  the  case  of  grain  alone  by  not  less  than  $180.000,000  a  year.  To 
steel  production  and  all  fabricated  products  there  are  similar  gains 
apparent. 

There  Is  more  Involved  than  the  saving  In  freight  rates.  New 
opportunities  will  be  opened  by  the  new  line  of  communication.  It 
will  afford  to  the  manufacturers  of  the  middle  West  a  road  to  markets 
which  are  now  closed  to  them:  It  will  form  an  avenue  by  which  they 
may  draw  raw  materials  from  all  parts  of  the  world  which  are  now 
Inaccessible  to  them.  The  benefits  can  be  Indicated,  but  they  are 
beyond  ,  reckoning. 

The  power  development  Is  capable  of  reduction  to  more  precise 
terms.  The  potential  energy  of  the  St.  Lawrence  River  to  be  de- 
veloped as  soon  as  the  market  Is  ready  to  absorb  It.  will  be  4,100.000 
horsepower.  This  may  be  translated  Into  an  annual  output  of  28.- 
000.000.000  kilowatt  hours  at  the  bus  bnr.  and  more  than  24. 000,000. ono 
kilowatt  hours  after  transmission  to  the  point  of  application.  This 
Is  equal  to  th*  energy  which  can  be  produced  from  14.000.000  tons 
of  coal  burned  In  the  most  modern  steam  plant,  or  M.000.000  tons 
burned  under  the  boilers  of  an  average  mill.  It  represents  the  con- 
tinuous effort  In  mining,  in  transportation,  and  In  handling  of  over 
100.000  human  brings. 

This  figure  can  be  better  comprehended  when  It  Is  compared 
with  the  present  production  of  less  than  «.000.000.000  kilowatt  hours 
as  the  total  of  all  the  utilities  of  New  England  and  New  York,  a  total 
of  about  one-quarter  of  the  possible  output  of  the  St.  Lawrence.  The 
superpower  survey  has  pointed  out  that  the  requirements  of  the  lone 
from  Washington  to  Boston  will  In  19SO  only  slightly  exceed  the 
potential  energv  of  the  St.  Lawrence.  Mr  H.  I.  Harrlman.  of  Boston, 
has  made  a  calculation  upon  the  assumption  that  25  per  cent  of  the 
power  In  the  St.  Lawrence  would  be  available  for  sale  In  New  England, 
which  lies  wholly  within  the  radius  of  electric  transmission.  He  finds 
that  there  are  1.500  miles  of  rnllrosd  on  which  electrification  would 
be  economical,  and  that  on  these  1.500  nilivs  the  coal  consumption  Is 
4.000.000  tons,  or  10  per  rent  of  all  rnllroafl  coal  consumption  In  New 
England  Substituting  for  coal  electric  energv.  which  he  assumes 
could  be  purchased  for  1  cent  per  kllowntt  hour,  the  annual  saving 
would  be  between  115.000.000  and  t20.AOO.000.  which  would  In  a  very 
ft  w  years  cover  the  cost  of  electrification  and  which  would  be  equlva- 
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N-nt  to  at  least  2^4  per  cent  on  the  bonds,  the  preferred  stock,  and  the 
common  stock  of  all  the  New  England  roads. 

II.  i.  rkons  that  the  railroads  of  New  England  could  consume 
1,300.000,000  kilowatt  hours,  the  public  utilities  2.000,000.000  kilowatt 
hours  the  Industries  1,700,000.000  kilowatt  hours  as  at  present  con- 
stituted and  if  one-fourth  the  power  of  the  St.  Lawrence  were  avail- 
;ibli  for  NVw  England  there  would  be  still  a  surplus  of  1,000,000,000 
kilowatt  hours  for  future  growth.  Similar  calculations  would,  of 
course,  apply  in  the  State  of  New  York;  and  in  the  St.  Lawrence 
Valley,  hitherto  singularly  isolated  from  the  tides  of  material  develop- 
ment which  have  swept  past  It.  there  will  be  created,  when  this  Im- 
provement is  made,  a  hive  of  industry. 

The  saving  by  substituting  electric  energy  for  coal  can  be  com- 
puted with  a  fair  degree  of  accuracy.  The  benefit  to  the  railroads 
of  New  England,  though  less  definite,  is  unmistakable.  By  lightening 
the  load  of  non-paying  company  coal,  by  equalizing  the  demand  for 
terminal  service,  and  distributing  more  equably  the  peak  load,  it  will 
greatly  simplify  their  problem.  But  all  such  considerations  sink  into 
insignificance  compraed  with  the  larger  fact  that  when  the  Great 
Lakes  are  thus  joined  to  the  sea  there  will  be  made  possible  upon  an 
entirely  new  scale  the  development  of  that  great  rich  country  stretch- 
ing from  the  Allegheny  Mountains  to  the  Rockies.  New  access  will  be 
given  to  the  markets  of  the  world  from  the  deep  interior  and  a 
new  means  of  communication  will  be  established  between  both  coasts 
and  the  great  central  plain. 

Representative  Mapes  of  Michigan  has  introduced  a  bill 
(H.  R.  10226)  to  provide  for  a  deep  waterway  for  ocean-going 
vessels  from  the  Great  Lakes  to  the  Atlantic  Ocean  via  the  St. 
Lawrence  and  the  Welland  Canal  as  recommended  by  the  In- . 
ternational  Joint  Commission.  The  bill  was  referred  to  the 
House  committee  on  interstate  and  foreign  commerce. 

A  protest  against  adoption  of  a  joint  resolution  providing 
for  the  creation  of  an  international  board  to  have  jurisdiction 
over  the  construction,  operation  and  control  of  the  improvement 
of  the  proposed  Great  ^Lakes-St.  Lawrence  waterway,  has  been 
sent  to  the  House  committee  on  interstate  and  foreign  com- 
merce by  the  Merchants'  Association  of  New  York. 

Adoption  of  the  resolution,  the  association  contends,  would 
commit  the 'United  States  to  the  proposed  improvement,  and  it 
holds  that  such  action  should  not  be  taken  until  opportunity 
has  been  afforded  for  thorough  discussion  and  hearings  on  the 
project.  The  benefits  those  in  favor  of  the  project  claim  will 
accrue  from  the  waterway,  it  said,  are  open  to  grave  question. 
It  further  contends  that  the  New  York  barge  canal  affords  the 
western  agricultural  interests  cheap  transportation  and  that 
"the  provision  by  the  nation  at  huge  expense  of  another  chan- 
nel is  superfluous." 

ARE  AMERICANS  LEAVING  SEA? 

The  Traffic  World  Washington  Bureau 

A  statement  by  Andrew  Furuseth,  president  of  the  Interna- 
tional Seamen's  Union,  that  a  year  ago  58  per  cent  of  the  crews 
of  American  vessels  were  citizens  of  the  United  States  but  that 
now  only  15  to  18  per  cent  of  such  crews  are  Americans,  and 
that  Americans  are  leaving  the  sea,  has  elicited  a  reply  from 
Commissioner  T.  V.  O'Connor,  of  the  Shipping  Board,  to  the 
effect  that  the  records  do  not  bear  out  the  Furuseth  statements. 
Mr.  O'Connor  said  that  the  annual  report  of  the  Commissioner 
of  Navigation  of  the  Department  of  Commerce  for  the  fiscal  year 
ended  June  30,  1921,  showed  that  the  percentage  of  Americans 
shipped  in  1921  was  48.3  per  cent,  and  that  from  1914  to  1921, 
the  percentages  ranged  from  41.9  to  50.5  per  cent.  In  the  last 
six  months  of  1921,  he  said,  54.6  per  cent  of  the  crews  shipped 
on  American  vessels  before  the  U.  S.  Shipping  Commissioners 
were  American  citizens. 

"This  is  the  highest  percentage  of  Americans  on  American 
ships  for  a  great  many  years,"  said  he.  "The  percentage  of 
American  citizens  employed  on  Shipping  Board  vessels  is  very 
much  higher  than  on  privately  owned  ships." 

Mr.  O'Connor  said  Mr.  Furuseth  possibly  referred  to  the 
percentage  of  Americans  in  the  union  of  which  he  is  the  presi- 
dent, in  which  case,  the  commissioner  said,  he  was  undoubtedly 
correct. 


FRUIT  SHIPMENTS  VIA  CANAL 

"The  latest  of  a  series  of  three  test  shipments  of  citrus  fruit 
from  California  to  New  York  by  way  of  the  Panama  Canal  left 
San  Pedro  the  middle  of  January  accompanied  by  a  specialist 
of  the  Bureau  of  Markets  and  Crop  Estimates  of  the  United 
States  Department  of  Agriculture,"  the  Department  has  an- 
nounced. "The  tests  are  being  made  in  co-operation  with  the 
steamship  company  and  the  California  Fruit  Growers'  Exchange, 
which  are  displaying  keen  interest  in  the  work,  as  it  is  expected 
to  lead  the  way  to  larger  shipments,  of  western  fruit  to  the  East 
by  water. 

"Problems  of  ventilation  and  refrigeration  of  the  fruit  while 
in  transit  are  the  chief  difficulties  encountered  in  the  under- 
taking. One  of  the  holds  of  the  ship  is  equipped  with  a  ventila- 
tion system  devised  by  the  representative  of  the  department, 
who  will  obtain  data  on  the  condition  of  the  fruit  carried  at 
certain  temperatures  and  will  test  the  system  of  ventilation  he 
has  worked  out  in  connection  with  his  studies.  The  shipment 
of  citrus  fruit  through  the  Tropics  for  the  length  of  time  re- 
quired in  water  transportation  has  always  been  a  hazardous 
undertaking. 


"The  ship,  which  originally  sailed  with  a  cargo  of  apples 
from  Seattle,  put  in  at  San  Pedro  to  pick  up  a  consignment  of 
oranges  and  lemons.  It  is  expected  that  the  trip  to  New  York 
will  require  between  18  and  20  days." 

SHIPBUILDING  FIGURES 

British  shipyards  led  American  shipyards  by  531,000  tons  in 
shipbuilding  in  1921,  according  to  a  statement  from  Lloyd's  register 
prepared  by  the  Bureau  of  Navigation.  Launchings  of  vessels  of 
100  gross  tons  and  over  in  the  United  States  totaled  1,006,413  tons 
in  1921,  as  against  1,538,052  tons  in  the  United  Kingdom.  The 
total  world  tonnage  turned  out  in  1921  (vessels  of  100  gross  tons 
and  over)  was  4.341,679  tons,  as  against  5,861,666  tons  in  1920; 
7,144,549  in  1919,  and  3,332,882  in  1913.  The  statement  also 
showed  that  Germany  turned  out  509,064  tons  in  1921,  as  against 
465,226  tons  in  1913,  the  year  before  the  world  war  began. 

On  January  1,  1922,  American  shipyards  were  building  or 
under  contract  to  build  for  private  shipowners  121  steel  vessels 
of  260,599  gross  tons,  compared  with  117  steel  vessels  of  296,944 
gross  tons  on  December  1,  1921. 

These  figures  do  not  include  government  ships  or  ships  build- 
ing or  contracted  for  by  the  United  States  Shipping  Board. 


WAGES    OF    STEVEDORES 

The  Shipping  Board  has  undertaken  a  general  revision 
downward  of  stevedoring  rates  at  various  ports,  according  to  a 
statement  issued  this  week  by  Commissioner  T.  V.  O'Connor. 
Ho  said  that  several  millon  dollars  would  be  saved  by  the  board 
under  the  new  rate  schedules.  The  revision  of  rates  for  north 
Atlantic  ports,  he  said,  would  be  completed  shortly,  after  which 
the  stevedoring  costs  at  the  South  Atlantic  ports,  Gulf  ports  and 
Pacific  ports  will  be  revised.  Stevedoring  rates  at  the  port  of 
New  York  were  recently  cut  15  per  cent,  he  said,  and  under 
a  schedule  made  effective  February  1,  a  further  reduction  of 
20  per  cent  was  made.  A  new  schedule  was  made  effective  at 
the  port  of  Baltimore  February  10. 


LUMBER  PENALTY  CHARGE 

The  Traffic  World  Washington  Bureau 

The  Commission  has  ruled,  informally,  that  where  a  carload 
of  lumber  is  refused  by  the  consignee  at  the  billed  destination, 
and  it  is  ordered  switched  to  another  consignee  within  the  switch- 
ing limits  of  the  destination,  it  is  not  subject  to  the  $10  a  day 
penalty  as  a  car  of  lumber  held  for  reconsignment. 

That  such  a  ruling  had  been  made  was  brought  out  in  cor- 
respondence between  Secretary  McGinty  and  R.  C.  Copeland, 
traffic  manager  for  W.  L.  Shepherd  Lumber  Co.,  Montgomery, 
Ala.  In  a  letter  to  that  company,  dated  December  17,  Secretary 
McGinty  said  the  car  would  be  subject  to  the  penalty.  Mr.  Cope- 
land  was  not  satisfied  with  the  ruling  and  called  attention  to 
the  fact  that,  under  such  a  movement,  there  would  be  neither 
change  of  name  of  consignee  or  the  issuance  of  any  new  billing. 
He  noted  that  the  tariff  said  "the  final  disposition  of  the  car 
determines  the  purpose  for  which  it  was  held."  He  argued  the 
facts  in  the  case  presented  by  him  clearly  showed  the  car  was 
held  because  the  original  consignee  refused  it  and  that  the  sub- 
sequent movement  was  within  the  switching  limits  of  the  destina- 
tion. He  said  Mr.  McGinty  had  surely  not  investigated  thoroughly 
or  he  would  not  have  written  as  he  had.  To  that  Mr.  McGinty 
answered  that  since  writing  the  letter  of  December  17,  the  Com- 
mission, informally,  had  ruled  that  such  a  car  would  not  be 
subject  to  the  penalty.  He  said:  "Since  our  letter  of  December 
17  was  written,  the  Commission  has  informally  held  that  ship 
ments  that  removed  from  point  to  point  within  a  city  switch- 
ing district,  as  covered  by  rule  13  of  the  uniform  diversion  and 
reconsignment  rules,  are  not  subject  to  penalty  storage  charges. 
Therefore  the  statement  in  our  letter  with  reference  to  the  ap- 
plicability of  such  charges  is  withdrawn." 

The  Commission's  summary  of  its  holding,  under  file  82,916, 
is  as  follows: 

Shipment  of  lumber  from  St.  Louis,  Mo.,  to  Pontiac,  Mich.  On 
arrival  at  Pontiac  the  car  was  "placed  for  unloading."  refused  by  the 
original  consignee,  and  ordered  reshipped  to  another  delivery  within 
the  switching  limits  of  Pontiac,  thereby  bringing  the  transaction 
within  the  provisions  of  Rule  13  of  the  unform  reconsigning  rules. 

Fairbanks'  I.  C.  C.  4  provides  a  penalty  storage  charge  of  $10  per 
day  on  shipments  of  lumber  which  are  held  "for  reconsignment."  It 
has  been  previously  held  informally  that  this  charge  is  not  legally 
applicable  in  connection  with  shipments  handled  under  Rule  5  (b)  and 
Uulo  12  of  the  uniform  rules,  on  the  theory  that  it  is  provided  in  both 
of  those  rules  that  the  outbound  movements  are  to  be  regarded  as 
"reshipments"  and  the  demurrage  tariff  recognizes  a  distinction 
between  a  "reconsignment"  and  a  "reshipment."  (See  Briefs  761A 
and  793A.) 

Board  held  that  penalty  storage  charges  do  not  accrue  against  a 
shipment  which  Is  handled  under  the  provisions  of  Rule  13,  of  the 
uniform  reconsigning  rules. 

You  may  either  write  or  wire  our  Washington  office 
for  information  concerning  matters  in  any  department 
of  the  government  there,  if  you  are  a  subscriber  to 
THE  DAILY  TRAFFIC  WORLD. 
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New  York  Central  Lines 
haul  30r,  of  the  iron  ore 
used  in  the  Pennsylvania 
steel  district.  Total  new 
York  Central  Lines 
freight  is  100,000,000 
ton-miles  a  day. 


Bound  up  with 
the  Destiny  of  the  Country 

'"TpHE  road  with  a  destiny  bound  up  with   that  of  half  the  country," 
•*•  says  the  Boston  Commercial,  reviewing  the  development  of  the  New 
York  Central  Lines. 


This  railroad  system  stretches  from  the 
North  Atlantic  ports  of  New  York  and 
Boston,  across  the  rich  manufacturing  states 
that  have  given  America  its  world  leader- 
ship in  industry  reaching  the  center  of  the 
automobile  industry  at  Detroit,  and  the 
heart  of  the  iron  and  steel  district  at 
Pittsburgh;  and  its  western  terminals  are 
at  Chicago  and  St.  Louis,  the  Mississippi 
Valley  gateways  to  the  granaries  of  the 
West. 

Within  the  territory  served  by  the  New 
York  Central  Lines  are  50  million  people, 


producing  65%  of  the  manufactures  of  the 
country.  Over  these  Lines  is  carried  a 
tenth  of  the  rail -borne  commerce  of  the 
country  a  traffic  greater  than  that  of  all 
the  railways  of  England  and  France. 

From  the  first  courageous  railroad  ex- 
periments of  nearly  a  century  ago,  to  the 
modern  achievement  of  the  Twentieth 
Century  Limited  service  between  New  York 
and  Chicago,  the  New  York  Central  Lines 
have  been  not  only  carriers  of  commerce, 
but  essential  factors  in  the  upbuilding  of 
American  communities  and  industries. 


NEW  YORK  CENTRAL  LINES 

BOSTON  &  ALBANY  -  MICHIGAN  CENTRAL  -  BIG  POUR  -  LAKE  ERIE  &  WESTERN 

KANAWHA  ^MICHIGAN  -TOLEDO  &OHIO  CENTRAL- PITTSBURGH  &IAKE  ERIE 

NEW  YORK  CENTRAL-  AND  -  SUBSIDIARY    LINES 
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CAR  SURPLUS  AND  SHORTAGE 

Tht  Traffic  World  Washington  Bureau 

The  average  daily  surplus  of  freight  cars  in  good  order  was 
330,681  in  the  period  January  23-31  as  compared  with  396,192 
cars  in  the  preceding  week,  a  decrease  of  65,511  cars.  The  short- 
age was  642  cars  as  compared  with  517  cars  in  the  preceding 
week. 

The  surplus  was  made  up  as  follows:  Box,  119,107;  ventilated 
box.  6,231;  auto  and  furniture,  6,836;  total  box,  132,174;  flat,  13,- 
918;  gondola.  104,386;  hopper,  41,527;  total,  all  coal.  145,913; 
coke,  4,296;  S.  D.  stock,  18,187;  D.  D.  stock,  1,355;  refrigerator, 
7,087;  tank,  608;  miscellaneous,  7,143;  total,  330,681. 

The  shortage  of  642  cars  was  made  up  of  546  box,  2  flat,  22 
gondola,  14  hopper,  2  S.  D.  stock  and  56  refrigerator  cars. 

RAILWAY  REVENUE 

Tht  Traffic  World  Washington  Bureau 

Additional  reports  from  railroads  on  December  earnings 
indicate  that  the  net  railway  operating  income  for  that  month 
will  fall  short  of  what  it  was  expected  it  would  be.  Reports 
from  163  roads  showed  a  net  of  $39,555,946  as  against  a  net 
for  the  same  roads  In  December,  1920,  of  $3,930,624.  Reports 
from  104  roads  had  showed  a  net  of  $39,106,000  for  those  roads. 
The  59  additional  roads  increased  that  net  only  $449,946,  be- 
cause many  of  them  reported  deficits.  Officials  of  the  Bureau 
of  Railway  Economics,  on  the  basis  of  early  returns,  had  esti- 
mated that  the  net  for  all  Class  1  roads  for  December  would 
reach  approximately  $50;000,000. 

Operating  revenues  of  the  163  roads  decreased  23  per  cent 
as  compared  with  December,  1920,  the  total  for  December,  1921, 
being  $337,899,157  as  against  $438,711,780  in  December,  1920.  Ex- 
penses decreased  31.2  per  cent,  the  total  for  December,  1921, 
being  $279,208,111  as  against  $405,585,868  in  December,  1920. 


REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

Another  increase  in  revenue  freight  loading  was  reported  to 
the  car  service  division  of  the  American  Railway  Association  for 
the  week  ended  January  28,  the  total  number  of  cars  loaded 
being  743,728,  as  compared  with  738,275  cars  in  the  week  ended 
January  21,  an  increase  of  5,453  cars.  The  records  show  a 
gradual  increase  hi  loading  since  the  week  ended  December  31, 
when  the  loading  fell  to  the  low  record  of  531,034  cars.  In  the 
week  following  the  loading  increased  to  605,992  and  in  the  week 
ended  January  14,  to  720,877  cars. 

The  loading  in  the  week  ended  January  28  exceeded  that 
of  the  corresponding  week  in  1921  by  42,123  cars,  but  fell  below 
the  loading  of  the  corresponding  week  of  1920  by  59,604  cars. 

Loading  of  grain  and  grain  products  decreased  from  52,181 
in  the  week  ended  January  21  to  50,880  cars  in  the  week  ended 
January  28;  loading  of  live  stock  increased  from  31,961  cars; 
loading  of  coal  increased  from  164,091  to  180,966  cars;  loading 
of  coke  increased  from  7,267  to  7,502  cars;  loading  of  forest 
products  decreased  from  50,328  to  47,373  cars;  loading  of  ore 
decreased  from  4,269  to  4,007  cars;  loading  of  merchandise 
L.  C.  L.,  decreased  from  213,642  to  211,466  cars;  and  loading  of 
miscellaneous  freight  dropped  from  214,536  to  208,944  cars. 

Loading  by  districts  in  the  week  ended  January  28  and  in  the 
corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  8,376  and  5,801; 
live  stock,  3,046  and  3,671;  coal,  41,795  and  45,395;  coke,  1,684 
and  1,265;  forest  products,  5,361  and  8,083;  ore,  633  and  1,019; 
merchandise,  L.  C.  L.,  58,639  and  44,695;  miscellaneous,  59,323 
and  51,198;  total,  1922,  178,857;  1921,  161,127;  1920,  188,189. 

Allegheny  district:  Grain  and  grain  products,  2,656  and 
2,301;  live  stock,  3,219  and  3,532;  coal,  48,390  and  48,088;  coke, 
3,702  and  5,618;  forest  products,  2,793  and  3,242;  ore,  682  and 
2,226;  merchandise,  L.  C.  L.,  43,389  and  35,752;  miscellaneous, 
42,764  and  46,833;  total,  1922,  147,595;  1921,  147,592;  1920,  167,970. 

Pocahontas  district:  Grain  and  grain  products,  240  and  211; 
live  stock,  75  and  109;  coal,  23,060  and  17,476;  coke,  185  and 
394;  forest  products,  1,050  and  1,243;  ore,  63  and  99;  merchan- 
dise, L.  C.  L.,  5,252  and  4,303;  miscellaneous,  2,862  and  2,523; 
total,  1922,  32,787;  1921,  26,358;  1920,  31,962. 

Southern  district:  Grain  and  grain  products,  4,614  and  3,655; 
live  stock  2,307  and  2,034;  coal,  26,420  and  23,019;  coke,  465  and 
534;  forest  products,  13,581  and  13,009;  ore,  476  and  1,142;  mer- 
chandise, L.  C.  L.,  35,854  and  32,510;  miscellaneous,  28,030  and 
31,806;  total,  1922,  111,747;  1921,  107,709;  1920,  125,372. 

Northwestern  district:  Grain  and  grain  products,  14,525  and 
11,064;  live  stock,  9,797  and  9,353;  coal,  10,980  and  5,814;  coke, 
1,073  and  1.284;  forest  products,  13,850  and  16,592;  ore,  457  and 
1,044;  merchandise,  L.  C.  L.,  23,905  and  23,302;  miscellaneous, 
25,461  and  26,337;  total,  1922,  100,048;  1921,  94,790;  1920,  108,424, 

Central  Western  district:  Grain  and  grain  products,  15,374 
and  11,747;  live  stock,  11,822  and  11,809;  coal,  25,023  and  18,790; 
coke,  238  and  321;  forest  products,  4,412  and  3,871;  ore,  830  and 


2,178;  merchandise,  L.  C.  L.,  29,223  and  28,012;  miscellaneous, 
30,771  and  29,214;  total,  1922,  117,693;  1921,  105,942;  1920,  120,341. 

Southwestern  district:  Grain  and  grain  products,  5,095  and 
5,185;  live  stock,  2,324  and  1,869;  coal,  5,298  and  4,848;  coke, 
155  and  97;  forest  products,  6,326  and  6,446;  ore,  866  and  420; 
merchandise,  L.  C.  L.,  15,204  and  15,815;  miscellaneous,  19,733 
and  23,407;  total,  1922,  55,001;  1921,  58,087;  1920,  61,074. 

Total,  all  roads:  Grain  and  grain  products,  50,880  and  39,- 
964;  live  stock,  32.590  and  32,377;  coal,  180,966  and  163,430; 
coke,  7,502  and  9,513;  forest  products,  47,373  and  52,486;  ore, 
4,007  and  8,128;  merchandise,  L.  C.  L.,  211,466  and  184,389; 
miscellaneous,  208,944  and  211,318;  total,  1922,  743,728;  1921, 
701,065;  1920,  803,332. 


DEMURRAGE  ON  PRIVATE  TANK  CARS 

Victor  Labadie,  traffic  manager,  Willits  &  Patterson,  import- 
ers and  exporters,  San  Francisco,  under  date  of  Feb.  4,  has  writ- 
ten the  following  letter  to  the  Pacific  Demurrage  Bureau,  with 
the  endorsement  of  the  Foreign  Commerce  Association  of  the 
Pacific  Coast: 

We  desire  to  file  protest  against  the  present  demurrage  rules 
insofar  as  they  affect  privately  owned  tank  cars. 

National  Car  Demurrage  Rule  No.  1,  Section  B,  Item  4A,  provides 
that  private  cars  on  private  tracks  are  exempt  when  the  ownership 
of  the  car  and  the  track  is  the  same.  This  portion  of  the  rule  is  fair 
and  proper  and  we  do  not  recall  that  we  have  been  assessed  de- 
murrage on  any  of  our  own  WAPX  tank  cars  while  standing  loaded 
or  empty  on  our  own  tracks;  but  the  rule  does  not  go  far  enough. 

It  is  the  definition  of  a  private  car  to  which  we  object.  This 
definition  stipulates  that  private  cars  must  have  full  name  of  owner 
or  lessee  painted  or  stenciled  thereon,  or  that  such  cars  must  be 
boarded  with  full  name  of  owner  or  lessee,  in  which  event  the  car  is 
exempt  from  demurrage.  When  we  lease  a  private  tank  car  for  a 
trip,  or  for  a  longer  period,  we  are  in  such  case  a  bona  fide  lessee  of 
the  car  and  yet  on  account  of  the  car  not  being  relettered  or  boarded 
for  the  trip,  we  as  lessee  are  liable  for  demurrage.  This  demurrage 
should  not  be  assessed  against  the  car,  as  the  rule  is  in  fact  complied 
with  when  we  have  become  the  lessee.  At  the  present  time  (and  we 
are  satisfied  that  this  policy  will  continue)  we  are  confining  ourselves 
to  trip  leases  on  any  outside  cars  engaged;  therefore  we,  as  well  as 
all  other  users  of  private  line  tank  cars,  are  vitally  interested  in 
seeing  the  rule  changed  to  conform  to  present  conditions. 

We  import  large  quantities  of  vegetable  oils  through  various 
American  ports — notably  San  Francisco.  Seattle,  Portland,  Tacoma 
and  New  York.  Ofttimes  we  sell  in  "buyer's  tanks,"  which  means 
that  the  buyer  furnishes  the  cars.  Large  buyers  have  their  own  tank 
cars,  which  are  hauled  empty  to  the  port  of  entry  to  meet  a  certain 
steamer.  These  cars  have  to  be  assembled  in  advance  of  the  expected 
arrival  of  the  steamer.  They  have  to  be  ordered  into  our  plant  for 
cleaning  and  inspection  in  advance  of  the  arrival  of  the  steamer. 
They  then  become  subject  to  demurrage. 

At  times  it  may  be  desirable  that  such  cars  be  held  after  having 
been  loaded  in  order  to  avoid  being  bunched  on  arrival.  On  the  other 
hand,  it  might  be  desirable  to  hold  the  first  loaded  cars  for  the  com- 
pletion of  the  entire  loading  so  that  a  solid  trainload  may  be  handled 
through  and  the  cars  unloaded  in  one  operation  at  destination. 

Frequently,  also,  we  desire  to  hold  loaded  cars  so  that  a  chemical 
analysis  may  be  made  of  their  contents  and  the  result  known  before 
invoicing.  It  will  therefore  be  seen  that  some  latitude  is  necessary  on 
the  shipper's  part,  and  especially  now,  but  at  all  times  as  well,  busi- 
ness should  not  be  burdened  with  demurrage  charges  for  which  there 
is  no  basis. 

In  such  case  the  car  and  the  track  are  not  of  the  same  ownership. 
Is  it  fair  that  we  be  compelled  to  pay  demurrage  on  such  "buyer's 
tanks"  which  are  receiving  oil  belonging  to  the  owner  of  the  cars 
while  standing  on  tracks  belonging  to  the  seller,  merely  because  this 
unfair  rule  has  been  forced  upon  private  line  tank  car  owners  for  a 
long  period?  Why  should  there  be  a  discrimination  against  "buyer's 
tanks"? 

We  realize  that  such  conditions  may  affect  other  class-equipment 
as  to  require  the  retention  of  this  definition,  but  as  applying  to  pri- 
vate ownership  tank  cars  this  definition  and  its  requirements  is 
extremely  unjust. 

Such  demurrage  regulations  are  not  desired  by  either  carrier  or 
shipper  and  the  enforcement  and  collection  of  demurrage  thereunder 
is  a  burden  upon  and  therefore  obnoxious  to  both  parties. 

It  is  based  on  the  wrong  principles,  as: 

1.  It  allows  carrier  to  make  collection  for  a  service  not  performed 
when  such  car  is  occupying  a  private  track. 

2.  The   carrier  pays  no   per  diem   on   private  line  tank  cars  and 
therefore  has  no  interest  in  the  detention  on  private  tracks  of  such 
cars. 

3.  It  is  discriminatory  against  buyer's  tanks  and  tank  cars  under 
trip  or  temporary  lease,  which  must  be  under  the  control  of  lessee  or 
shipper  the  same  as  his  own  cars. 

This  rule  affects  every  owner,  operator  and  handler  of  tank  cars, 
of  which  there  are  some  thousands,  and  that  it  has  been  allowed  to 
exist  for  so  long  seems  to  be  merely  because  it  was  regarded  as 
inevitable.  However,  an  injustice  is  being  perpetuated  by  its  reten- 
tion and  under  present  business  conditions  it  is  quite  intolerable. 

We  therefore  propose  that  tank  cars  of  private  ownership  be  ex- 
cepted  in  the  last  three  sentences  of  the  paragraph  covering  "Defini- 
tions, Private  Car." 

The  words  in  (b)  of  paragraph  4  of  section  B  reading  "provided 
the  cars  have  not  been  placed  or  tendered  for  loading  on  the  orders 
of  a  snipper,"  are  not  proper,  since  such  empties  have  to  be  ordered 
into  shipper's  tracks  for  the  purposes  above  cited,  after  which  they 
are  eventually  loaded,  of  course.  Therefore  this  clause  vitiates  any 
advantage  granted  by  the  rule. 


W.  F.  &  S.  STOCK   AND   BONDS 

The  Wichita  Falls  &  Southern  Railroad  Company  has  ap- 
plied to  the  Commission  for  authority  to  issue  $144,000  of  capital 
stock  and  $1,556,000  of  first  and  second  mortgage  6  per  cent 
gold  bonds.  The  purpose  of  issuing  the  securities  is  to  pay 
for  a  line  of  railroad  constructed  by  the  company  from  New 
Castle  to  Jimkurn,  Tex.,  the  applicant  said. 
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Who 

is  carrying  the  load — 
you  or  your  trucks? 


Pierce -Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  $3200      31-ton  $435O     5-ton  $48 SO    fully  equipped 


MEXICO 

Exporters,  Attention! 

Port  oi  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company.  Inc. 

Forwarding  Agent* 
LAREDO     .     .    .    TEXAS 

Largest  and  B«st  Equipped  Forwarding 
Organisation  on  the  Mexican  Border 

OFFICUi 

l-ar«Ho.  Te  ia«  FJ  Paeo.  Taiai  rLafle  Paea,  Teiae 

NU.TO  Uererlo,  Tampa.  Juar.s,  Chlh. 

N«^r«»,  Coak.     M.ilco  City       Monterrer,  N.  L. 


mt  '»r  fmtt  fmrtlmmtmrt 
«»7  a/  mmr 


UNITED  AMERICAN 


LINES. 


INC. 


Managing  Agtnti: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  5.  5.  Co. 
INTERCOASTAL  SERVICE 

Between  New   York.   Boston,   Philadelphia  and  Ixw 
Angelea,  San  Francisco,  Portland,  Seattle  and  Tacoma 

PhlU.  Naw  Yerk 

Feb.  16 

Feb.   18  Feb.  1.1 

Mar.     1 

M«r.    4  Mmr.     9 

Sailing*    *Tery    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia. 

and  fortnightly  from  the  Pacific  Coast  ports 


U     NKHKASKAN     Feb.    11 

8.8.  TEXAN     

8.8.  AMERICAN      Feb.   25 

9.8.   DAKOTAS 


EUROPEAN  SERVICE 

U.   8.    Parlir   Out   Pe.rU  U  the   Principal   Porto  ef    the   United 
Kln«dem    and    Centinent— Direct    Fert- 

niihtlr     Belllnn 


Joint  Service*  with 

Hamburg-  American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

•A  •MOIST    cllVTON    .  ..Feb.  II 

B.S.  tWL'eETTEMBERG     .  r>b.  M 

BJL  ORE<;<>M\S        ............  M.r.     t 

8.8.  tBAVEBN     .......................................  M.r.    » 

B.S.  'MOUNT    CARROLL     ...........  f.  ...............  Mar.  It 

•Carrie*  third  -rleie   paaeencera. 

«r«klK   and    ihlrd-(l»M   paaeencera 

LOADING  PIER  »«.   NORTH    RIVER 

PHILADELPHIA  TO   BREMEN   AND  HAMBURG 

S.8.  OREGONIAN     (Tie     Baltlmere)  ....................  Feb.  1» 

B.8.  BLDBL'RY     (rU     Hell.mor*     and     Nerfolk)  .........  Mar.  7 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  THEMISTO    (rla    Raltimerr)     .....................  Mar.  14 

B.S.  CALLI8TO     (ria    Ballimern     .....................  Apr.     I 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CALLISTO    (Tie    NerfeU)    ........................  Fab.  U 

8.8.  ORKGOMAS     -<ie    New    Vorki  ....................  Feb.  27 

S.S.  SltDBl-RY     <»U     Nerfolk)  ........................  Mar.  IS 

8.8.  THEMI8TO     .....................................  Mar.  12 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CALLMTO     ......................................  Feb.  II 

8.8.  BUDBURT     ......................................  Mar.  18 

NEW  ORLEANS  TO  BREMEN   AND  HAMBURG 

8.H.  ADAI.IA     ..................................  Earl?     Marrh 

Tkreafh  kill,  ef   l.dlx  ria   Hankari  Iune4   to  all  8<-.»eln.»len 
••4  Baltic  Pert* 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penan*.    BeUwan-Dell.    Pert    Bwettenhan,    Blncapere,    Batarla. 

Baauraitf,    Seerakara 
A  STEAMER    .........................................  Mar.  1* 

LtuMmg    Pier    SI.    Pe«r»    Terminal.    Olften.    8.    L 

NEW  YORK  TO  NORTH  AFRICA.  MALTA, 
EGYPT  AND  SYRIAN  COAST  PORTS 

A  STEAMER    .........................................  Mar.  1* 

Pier    21.    Pa*dl    Terminal.    Cllften.    8.    L 


General  Offices:  39  BROADWAY,  New  York 

Telephene    WHITEHALL    1«2( 

WESTERN   FREIGHT  OFFICE 
Chlf.re.   127   Seoth   LaSalle  Btreat  Phene   Wabaeh  M»l 

BRANCH    OFFICE* 

Beaten.    4*   Central    Street  Phene    Fort    Hill  JIM 

Philadelphia,    llour.r    Bide.  Pbene    Lombard  7M* 

PllUkarib.  Oliver  Bldf  .  I'hone  Grant  7411-2 

GENERAL    PACIFIC    COAST    AGENTS 
William*.  Dlmend  A  Co..  11*  Saneeme  St..  San  FIBBOM* 
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BILL  OF  LADING  CASE 

The  Traffic  World  Washington  Bureau 

The  Commission  has  denied  the  application  of  the  National 
Industrial  Traffic  League  for  the  modification  of  the  Commis- 
sion's findings  in  No.  4844,  in  the  matter  of  bills  of  lading. 

That  denial  means  the  carriers  can  carry  out  their  plan  for 
making  all  forms  of  the  bill  of  lading  operative  March  15,  as  Mr. 
Collyer  said  they  desired  to  do  (Traffic  World,  February  4,  p. 
274). 

As  to  the  use  of  stocks  of  bills  of  lading  on  hand  now, 
stamped  to  show  they  are  subject  to  the  revised  rules,  or  with- 
out reference  to  anything  other  than  the  tariff  publications  con- 
taining the  forms  prescribed  by  the  Commission  or  voluntarily 
established  by  the  carriers,  the  Commission  is  unwilling  to  take 
any  stand.  On  that  subject  it  said: 

On  October  21,  1921,  the  Commission  made  two  reports  in  this 
Investigation.  In  the  first  of  these,  Export  Bill  of  Lading,  64  I.  C.  C., 
347  It  made  rules  and  regulations  prescribing  the  form  of  through 
export  bill  of  lading  to  be  issued  by  carriers  subject  to  the  inter- 
state commerce  act  for  application  to  the  transportation  of  property, 
in  connection  with  ocean  carriers  whose  vessels  are  registered  under 
the  laws  of  the  United  States,  from  points  in  the  United  States  desig- 
nated under  the  provisions  of  section  25  of  the  interstate  commerce 
act  to  points  in  nonadjacent  foreign  countries.  In  the  second, 
Domestic  Bill  of  Lading  and  Live  Stock  Contract,  64  I.  C.  C.,  357,  it 
made  rules  regulations  prescribing  the  forms  of  the  domestic  bill 
of  lading  and  of  the  live  stock  contract.  Later,  upon  petition  by 
a  committee  representing  eastern  carriers,  duly  served,  and  to  which 
no  objections  were  offered,  the  Commission  modified  the  domestic 
bill  of  lading  and  the  live  stock  contract  in  two  minor  particulars 
in  a  report  made  on  January  9,  1922,  Domestic  Bill  of  Lading  and 
Live  Stock  Contract.  66  I.  C.  C.,  63. 

The  order  in  Export*  Bill  of  Lading,  supra,  required  the  rules 
and  regulations  there  found  reasonable  to  be  made  effective  on  or 
before  February  15,  1922.  Upon  application  by  the  respondent  car- 
riers, the  representations  by  them  that  they  desired  to  make  the 
export  bill,  the  domestic  bill  and  live  stock  contract  effective  at  the 
same  time,  the  effective  date  of  the  order  was  extended  to  March 
15,  1922.  No  order  was  made  in  connection  with  the  domestic  bill 
of  lading  and  the  live  stock  contract. 

In  the  reports  cited  above  attention  was  called  to  the  fact  that 
the  rules  and  regulations  constituting  the  forms  of  bills  of  lading 
affect  "the  value  of  the  service  rendered  to  the  passenger,  shipper, 
or  consignee"  within  the  meaning  of  section  6  of  the  interstate  com- 
merce act,  and  must  be  filed  with  the  Commission  in  accordance 
with  the  provisions  of  that  section.  The  Commission  has  no  jurisdic- 
tion over  loss  or  damage  claims,  and  the  interpretation  of  the  applic- 
able provision  of.  bills  of  lading  is  a  matter  of  law,  to  be  determined 
by  the  courts. 

The  Commission's  reports  and  order  contemplate  that  the  bills 
of  lading  and  live  stock  contract  to  be  published  and  filed  by  the 
carriers  shall  follow  exactly  the  terms  prescribed  or  authorized  by 
the  Commission  and  substantially  the  style  shown  in  the  appropri- 
ate forms  appended  to  the  reports. 

It  is  customary  for  the  carriers  to  furnish  bills  of  lading  in 
connection  with  transportation  over  their  lines,  although  large  shippers 
as  a  matter  of  convenience  frequently  provide  their  own.  With 
regard  to  the  transportation  covered  by  paragraph  (11)  of  section  20 
of  the  interstate  commerce  act,  it  is  specifically  provided  that  any 
carrier  receiving  property  for  such  transportation  "shall  issue  a 
receipt  of  bill  of  lading  *  *  *  *."  In  Atchison  Railway  Co.  V. 
United  States,  232  U.  S.,  199,  214,  th  Supreme  Court  said,  "What- 
ever transportation  service  or  facility  the  law  requires  the  carrier 
to  supply  they  have  the  right  to  f'  ,'nish."  It  would  seem  that  a 
carrier  could  refuse  to  use  a  bill  of  lading  tendered  by  the  shipper 
which  was  of  an  unusual  size  or  style,  or  did  not  correspond  with  the 
terms  of  the  lawfully  published  and  filed  bill. 

While  this  is  a  question  to  be  determined  by  the  courts,  it 
would  further  appear  that  the  terms  and  conditions  of  the  appropri- 
ate bill  lawfully  published  and  filed  would  govern  shipments  subject 
to  the  interstate  commerce  act,  regardless  of  what  bill  was  actually 
issued,  or  of  a  possible  failure  to  issue  a  bill.  In  this  connection  it 
may  be  stated  that  number  of  requests  have  been  received  for  per- 
mission to  use  old  bills  of  lading,  or  forms  with  no  conditions  printed 
thereon,  with  a  reference  to  the  bill  lawfully  published  and  filed. 
Corresponding  objections  to  such  a  practice  have  been  made. 

The  utmost  the  Commission  could  do  would  be  to  indicate  that 
it  approved  or  did  not  approve  of  such  a  practice.  The  need 
for  such  a  practice  has  greatly  diminished  now  that  there  will  be  uni- 
form bills  of  lading  for  use  throughout  the  country.  There  is  still 
an  appreciable  time  before  the  new  bills  are  filed  during  which 
current  forms  can  be  used.  It  is  obvious  that  much  confusion  might 
be  created  among  persons  not  dealing  constantly  with  bills  of  lading, 
or  in  banking  circles,  until  the  status  of  such  makeshift  bills  had 
been  authoritatively  determined,  or  even  in  the  courts  themselves 
where  the  interests  of  innocent  parties  .were  affected.  For  the  reasons 
indicated  the  Commission  is  unwilling  to  lend  its  approval  to  the 
practice  described  above. 

In  due  course  an  order  will  be  promulgated  by  the  Commission 
designating  points  on  the  lines  of  carriers  enumerated  therein  at 
which  information  relative  to  the  handling  of  export  shipments  by 
common  carriers  by  water  in  foreign  commerce  shall  be  main- 
tained, and  at  which  through  bills  of  lading  in  connection  with 
ocean  carriers  whose  vessels  are  registered  under  the  laws  of  the 
United  States  to  points  in  nonadjacent  foreign  countries,  shall  be 
issued. 


INTERLOCKING  DIRECTORATES 

The  Commission  has  authorized  officers  of  the  Seaboard 
Air  Line  Railway,  Charlotte,  Monroe  &  Columbia  Railroad,  To- 
ledo, St.  Louis  &  Western  Railroad,  Atlanta,  Birmingham  & 
Atlantic  Railway  and  other  roads  to  hold  their  positions  with 
those  and  other  roads. 

S.  Davies  Warfield  was  authorized  to  retain  his  positions 
with  the  Charlotte,  Monroe  &  Columbia  Railroad,  Seaboard 
Equipment  Company,  Seaboard  Investment  Company  and  other 
companies  in  addition  to  positions  previously  authorized. 

The   Commission   has    authorized    officers   of    the    Winston- 


Salem  Southbound  Railway,  Norfolk  &  Western  Railway,  and 
other  roads  to  retain  their  positions  with  those  and  other  roads; 
officers  of  the  Texas  &  Pacific  Railway,  Louisville  &  Nashville 
Railroad,  International  &  Great  Northern  Railway  and  other 
roads  to  retain  their  positions  with  those  and  other  roads;  of- 
ficers of  the  Sabine  &  Neches  Valley  Railway,  Christie  &  East- 
ern Railway,  and  Kinder  &  Northwestern  Railroad  to  retain 
their  positions;  officers  of  the  Lehigh  Coal  &  Navigation  Com- 
pany, Lehigh  &  New  England  Railroad,  and  other  roads  to  hold 
their  positions  with  those  and  other  roads;  and  officers  of  the 
Northampton  &  Bath  Railroad  and  the  Hannibal  Connecting 
Railroad  to  retain  their  positions. 

Howard  F.  Maxwell  was  permitted  to  hold  the  positions  of 
president  and  director  of  the  Northampton  &  Bath  Railroad  and 
the  Hannibal  Connecting  Railroad  in  addition  to  positions  previ- 
ously authorized. 

The  Commission  has  authorized  officers  of  the  Chicago,  West 
Pullman  &  Southern  Railroad,  Illinois  Northern  Railway  and 
other  roads  to  retain  their  positions  with  those  and  other  roads; 
and  officers  of  the  Toledo,  Peoria  &  Western  Railway,  Peoria  & 
Pekin  Union  Railway  and  Keokuk  Union  Depot  Company  to  re- 
tain their  present  positions. 

Isaac  B.  Smith  was  permitted  to  retain  his  positions  with 
the  Cedar  Rapids  &  Iowa  City  Railway  and  the  Wyoming  Rail- 
way. 

The  firm  of  Wright  &  Jackson  has  been  authorized  to  act  as 
general  counsel  for  the  Augusta  Union  Station  Company  and 
the  Augusta  &  Summerville  Railroad. 

Hale  Holden  was  permitted  to  hold  the  position  of  director 
of  the  Chicago  Union  Station  Company  in  addition  to  positions 
previously  authorized. 

Officers  of  the  Alabama,  Tennessee  &  Northern  Railroad 
Corporation,  Alabama  &  North  Western  Railroad  and  Birming- 
ham &  Southeastern  Railway  have  been  authorized  to  retain 
their  positions  with  those  roads. 

Newcomb  Carlton  has  been  permitted  to  hold  the  positions 
of  director  of  the  Union  Pacific  Railroad,  Oregon  Short  Line 
Railroad  and  Oregon-Washington  Railroad  &  Navigation  Com- 
pany. 

Officers  of  the  Sewell  Valley  Railroad,  Loop  &  Lookout 
Railroad  and  Glady  &  Alpena  Railroad  have  received  permission 
to  continue  in  their  present  positions. 

John  Ringling  was  authorized  to  retain  his  positions  with 
the  Oklahoma,  New  Mexico  &  Pacific  Railway,  St.  Louis  & 
Hannibal  Railroad  and  White  Sulphur  Springs  &  Yellowstone 
Park  Railway. 

Richard  Fuchs  has  been  permitted  to  retain  his  positions 
with  the  St.  Louis  &  Hannibal  Railroad  and  the  Oklahoma,  New 
Mexico  &  Pacific  Railway. 


TELEPHONE  REVENUES 

The  Traffic  World  Washington  Bureau 

Compilations  made  by  the  Bureau  of  Statistics  of  the  Com- 
mission from  67  reports  of  revenues  and  expenses  of  telephone 
companies  for  November  and  the  eleven  months  ended  with  No- 
vember show  that  the  operating  income  in  November  was  $9,- 
426,700  as  against  $6,859,432  in  November,  1920,  an  increase  of 
37.4  per  cent,  and  that  the  ratio  of  expenses  to  revenues  was 
71.90  per  cent  as  against  77.73  per  cent  in  November,  1920.  Rev- 
enues totaled  $46,049,739  as  against  $42,283,743  in  November, 
1920,  an  increase  of  8.9  per  cent,  and  expenses  totaled  $33,109,- 
861  as  against  $32,865,731  in  November,  1920,  an  increase  of  7 
per  cent. 

For  the  eleven  months  the  operating  income  was  $98,865,652 
as  against  $74,326,407  in  the  same  period  of  1920,  an  increase 
of  33  per  cent.  The  ratio  of  expenses  to  revenues  was  72.60  per 
cent  in  1921  as  against  76.79  per  cent  in  the  1920  period.  Rev- 
enues totaled  $493,219,190  as  against  $445,778,587  in  the  1920 
period,  an  increase  of  10.6  per  cent;  expenses  totaled  $358,121,- 
139  as  against  $342,311,808  in  the  1920  period,  an  increase  of 
4.6  per  cent. 

The  number  of  company  stations  in  service  at  the  end  of 
November,  1921,  was  9,727,895  as  against  9,230,877  at  the  end 
of  November,  1920,  an  increase  of  497,018  or  5.4  per  cent.  The 
summary  covers  companies  having  annual  operating  revenues  in 
excess  of  $250,000. 


K.  &  C.  STOCK  AND  BONDS 

The  Knoxville  &  Carolina  Railroad  Compjany,  in  an  appli- 
cation filed  with  the  Commission,  has  asked  for  permission  to 
issue  $400,000  of  par  value  capital  stock  and  $300.000  of  first 
mortgage  bonds.  The  capital  stock  and  $82,000  of  the  bonds 
are  to  be  delivered  at  par  for  the  acquisition  of  the  property 
of  the  Knoxville,  Sevierville  &  Eastern  from  the  purchasers 
thereof  at  Chancery  court  sale.  Of  the  remainder  of  the  bonds, 
$100,000  will  be  sold  at  par,  the  proceeds  to  be  devoted  to  re- 
habilitation, improvement  and  extension  of  the  property,  the 
applicant  says,  and  $118,000  of  the  bonds  will  be  reserved  for 
issue  from  time  to  time  for  further  improvements  to  and  ex- 
tensions of  the  property.  The  railroad  extends  from  Knoxville 
to  Sevierville,  Tenn.,  a  distance  of  about  30  miles. 
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MUSKOGEE.  OKLA.j 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

lOtO  South  Canal  (tract.  near  Taylor  Street 

Teaming   of   Every   Description — City   Delivery   »ervle4  and   Cartoa* 
DletrtlMitore 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 

MMten  »—x«.  Wtnimiai.'i  flnirli*M  tmt  »••<«•  Ckfci  W  •*— tm-i 

B.  R.  &  P.  WAREHOUSE,  Inc. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MRXJOO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

5M.OM  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVESTON 


General  Freight  Service  Association 


(INCORPORATED) 


Transportation  and  Traffic  Specialists  for  Shippers 

710-711-712  LacUd*  Gaa  Ufht  Building 
FJeventh  and  Olive  Sts.,     St.  Louis,  Mo. 


Our  Traffic  Experts  are  prepared  to  handle  all  of  your  traffic 
problems,  such  as  rate  quotations,  arinltina;  freight  and  de- 
murrsaje  Pina,  naininfn  cJauus  for  overcnarieSt  losa  or  di  nv 
age.  Shippers  or  their  attorneys  win  find  our  analytical  traffic 
reports  very  valuable  in  cases  before  Rate  Committees,  St  .te 
Public  Service  Commissions  or  the  Interstate  Commerce 
fnmmliainn  Our  own  Legal  Department  is  at  your  service 
In  such  matters. 

Reference:      Union  Station  Trust  Co,   St.   Louin,   Mo. 


Transcontinental  Rates  to  Pacific  Coast  Ports  and 
Ocean  Rates  to  Far  East  Reduced 

Write  a*  for  particular* 

Aetna   Service  TAmnanv    A-  c-  SHERRARD,  M»n«»er 

Aetna  oemce  company,  stum**  A,™.,,  cu.i.m,  B, J»,..  F.,..,<iin,  A,.m, 

Suit*  1201,  14  E««t  Jacluon  Boulevard,  Chicafo 

Aj .nl»  Throughout  the  World.  Phone  Harrison  1048 

N.w  T«rk       BMIM      Phil.d.lpki.       Bakiow*       N«w  Orli.ni       S..III.      Su  Fr.nci, 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cart  arc  operated  daily   out   of  Dallas  to   Laredo  for 
Mexican  points.    Good*  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


BROOKLYN 


•PERSONAL  SERVICE' 


NEW  YORK 


MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

FOURTH  AVENUE  AND  SIXTH  STREET.  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 
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TRAFFIC  CLUBS 


(The  following;  list  of  traffic  clubs  •.•ill  be  published  from  Urn* 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  anv  knowledge.) 

Akron  Traffic  Association.  S.  J.  V.  itt,  Pres.;  H.  L.  Soya- 
cool,  Secy. 

Atlanta— Traffic  Club  of  Atlanta.  G.  E.  Boulineau,  Pres.; 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore— Traffic  Club  of  Baltimore.  G.  P.  White,  Pres-.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  Stewart  A.  Colpitts,  Pres.;  W.  M.  Macomber, 
Secy.-Treas. 

Brooklyn — Traffic  Managers'  Club  of  Brooklyn.  P.  L.  Ger- 
hardt,  Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo— Industrial  Traffic  Club  of  the  Niagara  Frontier. 
Henry  Aderna,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres.;  R.  J. 
Walsh,  Secy. 

Canton,  O.— Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns. 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  R.  B.  Robertson,  Pres.;  E.  S.  Buck- 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R. 
Crysler,  Secy. 

Cincinnati. — Traffic  Club  of  the  Chamber  of  Commerce 
H.  B.  Rubey,  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.  M.  R.  Maxwell,  Pres.;  F.  A.  Gideon, 
Secy. 

Columbus,  Ohio. — Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Cortland.  H.  B. 
Darling,  Chairman;  H.  F.'  Johnson,  Secy. 

Dallas  Traffic  Club.  Paul  Junkin,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton,  O. — Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.; 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  T.  C.  Burwell,  Pres.; 
S.  F.  Coay,  Secy. 

Denver  Traffic  Club.  J.  F.  Vallery,  Pres.;  C.  B.  Rader,  Secy, 
and  Treas. 

Denver  Commercial  Traffic  Club.  J.  P.  Gibson,  Pres.;  C.  J. 
Hotchkiss,  Secy.-Treas. 


Detroit  Transportation  Club.  O.  S.  Dustin,  Pres.;  T.  R. 
Cochrane,  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  A.  L.  Barrels,  Pres.;  J.  W.  Callahan, 
Secy.-Treas. 

Erie  Traffic  Club.  J.  D.  Sterrett,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint,  Mich. — Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  L.  F.  Burckart,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  V.  W.  Davies,  Chairman; 
E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres.;  C.  F.  Laue, 
Secy. 

Freeport,  111.— Greater  Freeport  Traffic  Club.  W.  H.  Jenner. 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin 
Ian,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas. 

Houston  Traffic  Club.  A.  Kimball,  Pres.;  F.  A.  Moulton, 
Secy. 

Indianapolis.— The  Traffic  Club  of  Indianapolis.  P.  A.  Butler, 
Pres.;  G.  N.  Baker,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw 
yer,  Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  O.  M.  Odell,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  J.  J.  Cul 
lington,  Secy. 

Kalamazoo  Traffic  Club.  J.  F.  Campbell,  Pres.;  C.  H.  Wins 
low,  Secy. 

Kansas  City  Traffic  Club.  John  D.  Yates,  Pres.;  Peter  J. 
Rose,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  H.  E.  McGiveron,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Club.  J.  M.  Ford,  Pres.;  L.  G. 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Macon,  Ga.- — Industrial  Traffic  Managers'  Association.  Ben 
Oilman,  Pres.;  T.  J.  Abrams,  Secy. 
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NOSA  LINE 


Moatthl?  SeJUn*.  to  rMnc.s-1   Part* 

We»t  Coaat,  South  America — Direct  Service 

Monthly  Fr.ight  and  Paaaangar  Sailings 

Lee-ward  and  Windward  lalandi,  Venecuela,  Curacao 

and  Colombian  Port* 

Three  week  freight  tailing* 

Haitian,  Dominican  and  Cuban  South  SicU  Ports 

Far  ftrliculari  fffiy 
•04.11  QUMB  ft  Crescent  Bldg-.  N«w  Orleans,  La 


New  York  OBosi  1*  rUnorer  St. 

Cable  Addreai 


Chicago  CMte 
:  "OtasUMUp 


OOct:  Me  llarquctt*  BUJ. 


New  Orleans   &. 
South    American  S.S.  Co. 

INCORPORATED 


RKCULAR  SERVICES 
FREIGHT  and  PASSENGER 


NKW  YOU 

BALTIMORE 

QUEEN  STOW* 
PLYMOUTH 
LONDON 

LONDONonurr 

CHUUOURC 

/fn»er  1 

COMPAMV 

S.  W.  Cev.  DeawW 

B«t  ^•••i 

MONTREAL                      PMILADCLTMIA 
BOSTON                             PORTLAND.  MX. 

ami 

ANTWUV                                      MUSTOL 
HAMBURG                                    GLASGOW 
MEDITERRANEAN                      HAVRE 
LIVERPOOL                                  ROTTERDAM 
SOUTHAMPTON                            DANZIG 
LEVANT 
euiaf  Cipert  FrtlfKl  S*l>m.n  (.  Solitit.J 
•  OFFICES.  <  «nar<  Beilltflnf  .  CHICAGO 
rn  us)  Ranelalph  StS.                  TelepeMm.  CeAtraJ  MM 

"Ship  by  Water', 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York.  Philadelphia,  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland,  Astoria, 
Seattle  and  Tacoma 


Thrubill.  of  l.dln.  Issued  to  San   Die«o,  Oakland,  Stockton  and 
eWtannilto. 
Cr*7* 


.dln.  Issued  to  San  Die«o,  Oakland,  Stockton 
ilto.  California  |  Hawaiian  and  Far  East  Portst 
r*7*  Harbsw  and  Pufet  Sound,  Wash. 


'«*   Ralee.  Data*  of  Sailing  and  oth.r  Inform.  lion  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 

Telephone,  Bowline  Green  71M 

Baltimore,  Md.  Philadelphia,  P..  Pittsburgh.  Pa. 

I  South  Street  Drezel  Buildlne  Oli.er  Buildin, 

And  at   our  Branch  Officee  in  Los  Aneelee.  San  Francisco, 
Portland,  Seattle  and  Tacoma 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 

via  HAVANA, 
PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calling  at  La  Libertad.   Ac.jut  In.  San  Jose  de  Guatemala,  Manzanillo 

Baltimore  and  Norfolk  Ea.tbound 

5.5.  SANTA  ANA  tail*  from  Ntia  York  February  ISth 
S.S.  COLOMBIA  .0.7.  from  San  Francisco    February  18th 

Sailinrs  about  every  18  days  thereafter 
All  New  York  Sailing*  from  Pier  33,  Atlantic  Terminal,  Brooklyn 

PANAMA  SERVICE 

Between  San  Fr.nci.co.  Lot  Angele*.  Mexico,  Central  America  and 
Canal  Zone. —  Sailings  about  every  22  day*. 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanover  Square.  New  York  SOS  California  St.,  San  Francisco 
S03  So.  Spring  St.,  Alexandria  Hotel  Bldf.,  Loe  Angeles 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,   Kobe,  Shanghai, 
Manila,  Hongkong 

Pasaenger  and  Freight  Sailings  by  New  and  Luxurious  U.  S 
Shipping  Board  Liners: 

5.  5.  Hooiier  Statt  sails  .  .  March  4th 
5.  5.  Golden  Staff  sail*  .  .  March  25th 
5.  5.  Empire  Staff  sails  .  .  April  19th 
5.  5.  Hootier  Staff  sails  .  .  May  13th 

and  approximately  every  24  days  thereafter. 


r/irouf  A  Mli  of  lading  lt*uaJt*>mn4/rom  print*  tayonJ  port*  o/ call 
Par  rate,  sad  ouwr  infonuttoa  apply  to  snjr  railroad  or  tourist  sgmrjr.  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

SO*  California  St.,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental   Building.   Baltimore 

440  Merchants  National   Bank   Buikiing,  Los  Angeles 

Managing  Agonist  U.  S.  Shipping  Board 


Baltic  Scandinavian 

FAST  FREIGHT  SERVICE 

TO 

Gothenburg,    Stockholm,    Mango, 
Copenhagen,  Danzig,  Reval, 

Malmo,   Libau    and    Helsingfors 

U.  S.  S.  B.  A-l  Steel  Steamers  Carrying  U.  S.  Mail 

FROM  NEW  YORK 

S.  S.  Eastport February  25th 

(Now  Receiving  Pier  22,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and  Scandinavian  Ports 
When  shipping  to  Baltic  Port*  ipeeify 

QUSQUEHANN  A 

^^    Steamship  Company,  Inc.   A    m 

2  Stone  Street  'rk».  t-tat  CM  »S3 1   New  York  City 

S.  L.  BURGESS  &  CO.,  Agent. 

928  Lafayette  Bldg.    Pkeoe  L.mb.,d  2»72    Philadelphia,  Pa. 
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.Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marlon  (Ohio)  Traffic  Club.  H.  E.  Stlffler,  Pres.;  W.  R. 
Awkland,  Secy. 

Memphis  Traffic  Club.  B.  H.  Wallace,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.  F.  M.  Elkinton,  Pres.;  R.  S.  Dahl, 
Secy,  and  Treas. 


Minneapolis  Traffic  Club.    C.  L.  Kennedy,  Pres.;  W.  W.  Gib- 
aon,  Secy. 


St.  Louis  Traffic  Club.  S.  S.  Butler,  Pres.;  S.  E.  Wilson. 
Secy. 

St.  Paul  Transportation  Club.  P.  R.  Flanagan,  Pres.;  C.  A. 
Liggett,  Secy. 

San  Antonio  (Tex.)  Traffic  Club.  R.  H.  Schultz,  Pres.;  R.  L. 
Gohmert,  Secy.-Treas. 

San  Francisco  Transportation  Club.  W.  B.Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 


San   Francisco. — Pacific   Traffic  Association.     M.   B.   Baker, 
Pres.;  W.  C.  Patterson,  Secy. 

Newark  Traffic  Club.N.  G.  Campbell,  Pres.;  A.  Rennie,  Secy.  Seattle  Transportation  Club.    Alpheus  Byers,  Pres.;   R.  A. 

New   England   Traffic    Club,    Boston.      Gerritt   Fort,    Pres.;      Nichols,  Secy.-Treas. 


P.  L.  Stuart,  Secy. 


Sioux  City,  la. — Traffic  Managers'  Club  of  Sioux  City.     R.  A. 


Secy. 


New  York  Traffic  Club.    T.  T.  Harkrader,  Pres.;  C.  A.  Swope,      Zwemer,  Pres.';   R.  R.  Wigton,  Secy. 


Spokane  Transportation  Club.  W.  H.  Ude,  Pres.;  G.  B.  King, 


New  York,  N.  Y.— Traffic  Club  of  the  Queensboro  Chamber      „      ~E" 
of  Commerce.    E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Stark  County  (Ohio)  Traffic  Club.     A.  J.  Burns,  Pres.;  M.  L 
Underwood,  Secy. 

Syracuse  Traffic  Club.     W.  J.  O'Neil,  Pres.;    F.  M.  Varah. 
Secy. 


Oklahoma  City  Traffic  Club.  Harvey  Allen,  Pres.;  S.  E 
Golderman,  Secy. 

Omaba — Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  E.  A.  Stringer,  Secy. 

Oshkosh,  Wls.,  Traffic  Club.  C.  M.  Starks,  Pres.;  R.  J. 
Hodson,  Secy.-Treas. 

Peoria  Transportation  Club.  H.  D.  Page,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.  W.  B.  Grieves,  Pres. ;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia 
E.  H.  Porter,  Pres.;  T. <Noel  Butler,  Secy. 

Ptttsburgh  Traffic  Club.  George  A.  Buse,  Pres.;  E.  A. 
Hynes,  Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  M.  A. 
Greenwood,  Pres.;  R.  F.  Hell,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.  W.  H.  Sainsbury, 
Pres.;  F.  P.  Kensinger,  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.;  W.  O. 
Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Chamber 
of  Commerce.  G.  E.  Allen,  Chairman;  E.  C.  Southwick,  Secy. 

Ridgeway,  Pa.— Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy. 

Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  A.  T.  Cobb,  Chairman;  F.  W.  Burton,  Secy. 


Toledo  Transportation  Club.     W.  O.  Hoist,  Pres.;  J.  J.  Lynch. 
Secy. 

Trenton   (N.  J.)   Traffic  Club.     A.  C.  Hoffman,  Pres.;    E.  C. 
Stratton,  Secy. 

Troy,  N.  Y. — The  Traffic  Club,  Inc.,  of  Troy.    George  T.  Rus 
sell,  Pres.;  G.  S.  Glass,  Secy. 

Tulsa,  Okla. — Transportation  Club  of  Tulsa.     A.  C.  Holmes. 
Pres.;   R.  C.  Hughes,  Secy. 

mica   (N.  Y.)   Traffic  Club.     R.  E.  Fitch,  Pres.;   C.  E.  Dar 
rigrand,  Secy,  and  Treas. 

Waco  Traffic  Club      C.   H.   Carringer,   Pres.;    Lloyd   Bailey, 
Secy. 

Washington  Traffic  Club.     C.  E.  Phelps,  Pres.;  J.  T.  M.  Du 
vail,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.    H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita   Traffic    Club.     J.    H.   Wilcox,    Pres.;    H.   G.   Watts, 
•ecy. 

Wichita  Falls  (Tex.)  Traffic  Club.    A.  A.  Spencer,  Pres.;  J. 
W.  Chatham,  Jr.,  Secy.-Treas. 

Worcester   (Mass.)   Traffic  Association.     J.  P.  Sloan,  Pres.: 
J.  H.   Lane,  Secy. 

York   (Pa.)  Traffic  Club.     W.  J.  Wisner,  Pres.;   J.  F.  Baird, 
Secy.-Treas. 


The  Most  Complete  File 

of  both 

Current  and  Canceled  Tariffs 

and  the  best 

TRAFFIC  REFERENCE  LIBRARY 

In   the    World  Are  Available  to    Our   Experts 


When  you  need  Rate  Compilations  or  Comparisons,  Traffic  Analyses,  Statistical 

or  Historical  Data,  we  can  serve  you. 


Special  Service  Department 

THE   TRAFFIC    SERVICE   CORPORATION 

505   COLORADO   BLDG.  WASHINGTON,  D.  C. 


February  11.  1922 


THE    TRAFFIC     WORLD 


349 


AN  ABSTRACT 

of  Every  New  Freight 
and  Express  Tariff 

and  of. 

Every  Supplement 
Filed  With 

The  Interstate  Commerce 
Commission 

by  carriers,  subject  to 
the  act  to  regulate 
commerce,  is  printed  in 

The  TRAFFIC  BULLETIN 

and,  except  in  the  case 
of  short  notice  tariffs, 
it  is  printed 

At  Least  Twenty  Days 

before  the  effective  date 


The  same  plan  is  followed  with 
Boat  Line  Tariffs  filed  with 

THE  SHIPPING  BOARD 


You  can  deal  in  futures  on  Freight 
and  Express  Rates  by  means  of 
The  Traffic  Bulletin  and  with  no 
chance  to  lose. 


Sample*  and  complete  information  Irre 

The  Traffic    Service   Corp'n 

418  South  Market  Street,  CHICAGO,  ILL. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Br.nche.  In  all   Principal  Citiee  In  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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PETITIONS  FOR  REHEARING,  ETC. 

Complainant  in  No.  11189,  Pacific  Portland  Cement  Company, 
Consolidated,  vs.  Director-General  and  Southern  Pacific,  has 
asked  the  Commission  to  grant  a  rehearing  in  that  proceeding. 

Thomas  M.  Hart,  W.  M.  Hansen  and  A.  C.  Hansen,  com- 
plainants in  No.  11669,  Stewart-Warner  Speedometer  Corporation 
et  al.  vs.  Director-General  et  al.,  have  asked  for  a  rehearing  so 
as  to  enable  them  to  submit  testimony  as  to  their  having  paid 
and  borne  freight  charges  on  certain  shipments  in  question. 

The  Louisville  X-  Nashville,  for  itself  and  other  carriers  de- 
fendants in  No.  10867,  Chamber  of  Commerce  of  Montgomery, 
Ala.,  et  al.  vs.  Director-General,  Atlanta  &  West  Point,  et  al., 
and  No.  10890,  Dothan  Chamber  of  Commerve  et  al.  vs.  Same, 
has  asked  the  Commission  to  postpone  its  orders  in  those  pro- 
ceedings and  in  fourth  section  order  No.  7846,  Corn  syrup  or 
.glucose  to  Birmingham,  Montgomery  and  Dothan,  Ala.,  vs.  New 
Orleans,  etc.,  pending  the  disposition  of  several  proceedings 
that  are  now  before  the  Commission  involving  the  entire  rate 
structure  in  the  southeast. 

The  Southern  Railway,  Alabama  Great  Southern  Railroad  and 
the  Mobile  &  Ohio  Railroad,  respondents  in  I.  and  S.  1372,  Merid- 
ian rate  case,  have  asked  the  Commission  to  modify  its  order 
in  that  proceeding  so  as  to  permit  them  to  file  tariffs  in  com- 
pliance therewith  effective  March  20  on  fifteen  days'  notice.  The 
lime  originally  set  by  the  Commission  for  compliance  with  its 
order  was  February  27. 

Complainants  in  No.  11369,  The  Van  Dusen  Harrington  Com- 
pany et  al.  vs.  Director-General,  Canadian  Pacific,  et  al.,  have 
asked  the  Commission  for  a  reconsideration  or  a  reargument 
of  that  case. 

The  Southern  Railway  System,  Louisville  &  Nashville  Rail- 
road, and  various  other  southeastern  carriers  have  asked  the 
Commission  indefinitely  te  postpone  the  effective  date  of  fourth 
section  orders  Nos.  7836  and  7749  of  November  14,  1921,  pending 
the  outcome  of  several  proceedings  that  are  now  before  the 
Commission  involving  the  entire  rate  structure  in  the  southeast. 
The  carriers  contend  that  compliance  with  these  fourth  section 
orders  will  result  in  substantial  reductions  on  commodities  that 
move  in  large  volume  and  which  should  not  at  this  time  be  re- 
quired "without  a  very  careful  investigation  as  to  the  merits 
of  the  case." 

The  Southern  Railway,  Carolina,  Clinchfield  &  Ohio  Railway, 
Louisville  &  Nashville  Railroad,  and  the  Cincinnati,  New  Or- 
leans &  Texas  Pacific  Railway,  defendants  in  No.  7865,  Chamber 
of  Commerce  of  Johnson  City,  Tenn..  vs.  Southern  Railway  et 
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al.,  have  asked  the  Commission  to  modify  its  order  in  that  case 
so  that  the  tariffs  published  in  compliance  therewith  may  be- 
come effective  May  31  instead  of  March  31,  on  statutory  notice. 
The  defendants  say  that  it  will  be  a  physical  impossibility  to 
have  the  tariffs  printed  and  published  so  as  to  become  effective 
March  31. 


LABOR    BOARD   APPOINTMENTS 

Samuel  Gompers,  president  of  the  American  Federation  of 
Labor,  called  at  the  White  House  this  week  and  urged  President 
Harding  to  reappoint  A.  O.  Wharton  as  a  member  of  the  labor 
group  of  the  Railroad  Labor  Board.  Mr.  Wharton's  term  ex- 
pires April  15.  Mr.  Wharton  has  been  indorsed  for  reappoint- 
ment  by  railway  machinists,  mechanics  and  electric  railway 
employes. 


GULF  AND  ftHIP  ISLAND  CONNECTION 
The  Gulfport  &  Mississippi  Coast  Traction  Company  has 
become  a  common  carrier  and  in  addition  to  its  passenger  traffic 
as  a  street  railway,  will  become  a  common  carrier  of  freight  in 
both  intra-state  and  inter-state  traffic.  The  Gulfport  &  Missis- 
sippi Coast  Traction  Company  has  twenty  miles  of  line  between 
Biloxi,  Miss.,  and  Pass  Christian,  Miss.,  making  connection  with 
the  Gulf  &  Ship  Island  Railroad  at  Gulfport,  and  serving  the 
towns  of  Biloxi,  Mississippi  City,  Beauvoir,  Gulfport,  Long  Beach 
and  Pass  Christian.  The  officers  of  the  company  are:  W.  T. 
Stewart,  president;  W.  A.  Sulivan,  general  manager;  T.  E.  Harris, 
traffic  manager. 


ERIE    R.    R.    LOAN 

The  Erie  Railroad  Company  has  applied  to  the  Commission 
for  a  loan  of  $5,000,000  for  the  purpose  of  assisting  it  in  meeting 
the  maturity,  April  1,  of  115,000.000  of  3-year  notes.  On  May 
28,  1920,  the  company  applied  for  a  loan  of  $12,753,000  for  the 
purpose  of  meeting  notes  held  by  the  War  Finance  Corporation. 
Consideration  of  the  application  was  deferred  by  the  Commis- 
sion and  the  carrier  now  says  its  present  application  represents 
a  reduction  of  $7.753,000  from  that  previously  sought. 


M.  &  L.  S.  ABANDONMENT 

Application  for  authority  to  abandon  its  McNeil  branch,  7% 
miles  long,  in  Schoolcraft  County,  Michigan,  has  been  filed  with 
the  Commission  by  the  Manistique  &  Lake  Superior  Railroad 
Company.  The  branch  has  been  used  for  the  transportation  of 
logs,  but  no  business  has  been  done  over  it  for  more  than  a 
year,  the  applicant  says,  and  it  is  now  "simply  a  useless  ap- 
pendage." 


OHIO  RIVER  FERRY  ABANDONMENT 
The  Chesapeake  &  Ohio  has  applied  to  the  Commission  for 
authority  to  abandon  its  steam,  passenger  and  freight  ferry  op- 
erating across  the  Ohio  River  between  Russell,  Ky.,  and  Ironton, 
O.,  a  distance  of  approximately  2,000  feet  coincident  with  the 
opening  for  traffic  of  a  vehicular  and  foot  passenger  bridge  be- 
tween the  same  points  in  March  or  shortly  thereafter.  The 
construction  of  a  steel  and  concrete  bridge  between  the  points 
named  will  render  the  ferry  service  useless,  the  company  says. 


K.  C.   N.  W.   LOAN 

The  Kansas  City  Northwestern  Railway  Company  has  ap- 
plied to  the  Commission  for  a  loan  of  $1,300,000  to  meet  $250,000 
of  maturities,  $850,000  for  new  rails,  new  ballast  and  strength- 
ening bridges,  and  $200.000  for  first  payment  on  new  freight 
cars  and  new  locomotives.  The  company  owns  a  large  terminal 
in  Kansas  City,  Kan.,  and  its  road  extends  from  that  point  to 
Seneca,  Kan.,  and  beyond.  The  property  is  in  the  hands  of  a 
receiver  and,  with  the  exception  of  the  terminal,  is  not  in  opera- 
tion. The  company  says  it  has  no  credit,  that  it  cannot  resume 
operations  without  material  financial  help  and  that  it  cannot  get 
money  at  any  rate  of  interest  from  any  other  source  than  the 
government. 


SALE  OF  EQUIPMENT  CERTIFICATES 
The  Director-General  of  Railroads  has  announced  an  addi- 
tional sale,  at  par  plus  accrued  interest,  of  railroad  equipment 
trust  certificates  now  held  by  the  government,  as  follows:  To 
Girard  Trust  Company  of  Philadelphia:  Chicago  &  Eastern 
Illinois.  1923  to  1935,  incl.,  $429.000  and  Missouri,  Kansas  & 
Texas,  1923  to  1935,  incl.,  $728,000.  The  total  amount  of  equip- 
ment trust  certificates  sold  by  the  government  to  date,  at  par 
plus  accrued  interest,  is  $219,289.100. 


RECAPTURE  ORDER  AMENDED 

The  Commission  has  amended  its  order  dated  January  16, 
1922,  in  the  matter  of  the  recovery  and  payment  of  excess  rail- 
way operating  income  under  the  provisions  of  section  15-a  of 
the  interstate  commerce  act,  so  that  the  time  for  filing  of  re- 
turns thereunder  is  extended  from  February  1,  1922,  to  April  1, 
1922. 


February  11.  1922 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


A{™|;R  THE  KANSAS  CITY  SOUTHERN  APR°T*TUR 

ROUTE                                        RAILWAY                                  ROUTE 

THREE    FAST    MANIFEST    TRAINS 

Leave  KANSAS   CITY  Daily 

MANIFEST  SPECIAL                               TRAIN  55                                TRAIN  51 
6  o'clock  P.  M.                                  9  o'clock  P.  M.                      10:30  o'clock  P.  M. 

ARRIVE               .         TRAIN  55 

TRAIN  51           |    MANIFEST  SPECIAL 

Manifest  Special  runs  through 
to  Shreveport  and  contains 
loads     for     Texarkana     and 
south  only. 

Train     55     runs     through     to 
Shreveport. 

Train  51  runs  through  to  Port 
Arthur  with   connection  at 
DeQuincy  for  Lake  Charles. 

Manifest  Special  and  Trains  55 
and  51  reach  Texarkana  in 
time    to    make    connection 
with  Cotton  Belt  and  Texas 
&    Pacific   for   points    west, 
including  the  Mexia-Groes- 
beck    oil    fields,    either    via 
H.  &  T.  C.  or  T.  &  B.  V.  R.  R. 

Plttsburg  ,  Kan*.                  4:55  AM  Next  Day 

Joplin,  Mo.                              7:05  AM  Next  Day 
Neosho,  Mo.                              8:15  AM  Next  Day 
Fort  Smith.  Ark  7:3S  PM  Next  Day 
Texarkana.  Tax.            .         6:15  AM  2nd  Day 
Shrev.port,  La.                    10:50  AM  2nd  Day 
Lake  Char!...  La. 

6:50  AM  Next  Da*     . 

9:40  AM  Next  Day 

11:22  AM  Next  Day      

2:40  AM  2nd  Day 

10:30  AM  2nd  Day        4:00  AM  2nd  Day 
4:10  PM  2nd  Day         7:00  AM  2nd  Day 
8:00  AM  3rd  Day 
8:45  AM  3rd  Day 

Port  Arthur,  Tax. 

10:15  AM  3rd  Day 

Dallas,  Tex.                              4:25  AM  3rd  Day 
Ft.  Worth,  Tex.                      7:00  AM  3rd  Day 
Waco,  Tax.                                6:00  AM  3rd  Day 
El  Paao,  Tax.                            8:00  AM  5th  Day 
Houston,  Tex.                         6:45  AM  3rd  Day 
Calvaston,  Tex.                      5:00  AM  4th  Day 
New  Orleans.  La.                 10:00  PM  3rd  Day 
Oklahoma  City,  Okla.      10:00  PM  2nd  Day 
Tulsa,  Okla.                             8:00  PM  2nd  Day 

4:25  AM  3rd  Day          4:25  AM  3rd  Day 
7:00  AM  3rd  Day          7:00  AM  3rd  Day 
6:00  AM  3rd  Day          6:00  AM  3rd  Day 
8:00  AM  5th  Day         8:00  AM  5th  Day 
10:30  AM  3rd  Day          6:45  AM  3rd  Day 
5:00  AM  4th  Day          5:00  AM  4th  Day 
7:00  AM  4th  Day        10:00  PM  3rd  Day 
10:00  PM  2nd  Day       

8:00  PM  2nd  Day 

Muskogee,  Okla  1:00  PM  2nd  Day 

1  :00  PM  2nd  Day        

Direct  Connections  at  Kansaa  City  with  all  Unas  reaching  Kansas  City. 
We  operate  32  switch  engines  in  Kansas  City  insuring  prompt  forwarding  of  all  traffic  same  day  received. 
CUT  THIS  OUT  for  ready  reference  In  routing  your  traffic. 

H.  A.  WEAVER,  G.  F.  A.                                                                                       J.  F.  HOLDEN,  Vice  President 
Kansas  City,  Mo.                                                                                                                                               Kansas  City,  Mo. 
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Digest  of  New  Complaints 


No.    13449.      North    Carolina  Pine  Association   et   al.,    Norfolk,   Va..    vs. 
Atlantic  C<iast   Line  et  al. 

I'njust.  imn-asumilile  and  unduly  prejudicial  rates  on  lumber 
.•mil  'forest  products  from  points  in  Virginia,  North  and  South 
Carolina,  <:<-orgi:i.  Florida  and  Alabama,  to  points  in  Trunk  Line 
and  New  England  territory.  Asks  for  Just,  reasonable  and  non- 
prejuiliciiil  rates. 

No.  13450.     C.  It.  (Earner  &  Co..  Amarillo,  Tex.,  vs.  C.  B.  &  Q.  et  al. 

I'n just,  unreasonable  and  unduly  discriminatory  rates  on  cot- 
tonseed <-ake  from  Dallas,  Tex.,  to  Barnes,  Wyo.  Asks  joint 
through  rates  from  points  in  Texas  to  all  points  on  Burlington 
between  Wendover  and  Frannie.  Wyo.,  and  order  relieving  com- 
plainant of  payment  of  charges  demanded  by  defendants. 

No.   13451.     Sutherland  Flour  Mills  Co.,  Cairo,   111.,   vs.   Director  Gen- 
<  r.'l.  as  agent. 

I'n just,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  bulk  wheat  switched  from  the 
Cairo  elevator  to  tracks  of  Mobile  &  Ohio  and  connections.  Asks 
reparation. 

No.  13452.     Frank  P.  Dow  Co.,  Inc.,  Seattle,  Wash.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  charges  on  toys  and  other  commodities 
by  reason  of  fact  that  complainant  was  obliged  to  pay  cartage 
charges  at  Tacoma,  Wash.  Asks  reparation. 

No.  13453.     Pittsburgh  Coal  Producers'  Association,  Pittsburgh,  Pa.,  vs. 
P.  C.  C.  &  St.  I,. 

Unjust,  unreasonabte,  unduly  preferential  and  prejudicial  rates 
on  bituminous  coal  from  mines  in  the  Panhandle  group  and  in 
Brooke.  Hancock  and  Ohio  counties,  W.  Va.,  to  destinations  In 
West  Virginia  on  line  of  defendant.  Asks  just,  reasonable  and  non- 
discriminatory  rates. 

No.  13454.     National  Fibre'  and  Insulation  Co.,  Yorklyn,  Del.,  vs.   Nor- 
folk &  Western  et  al. 

Unjust,  unreasonable  and  illegal  rates  on  cotton  linters  from 
Hopewell,  Va.,  to  Yorklyn,  Del.  Asks  just,  reasonable  rates  and 
reparation. 

No.  13455.    Michelman  &  Gordon  Iron  Works,  Inc.,  Brooklyn,  N.  Y.,  vs. 
Central  R.  R.  of  N.  J.  et  al. 

Unjust  and  unreasonable  charges  on  steel  beams  from  Potts- 
ville.  Pa.,  to  Brooklyn,  N.  Y.,  by  reason  of  assessment  of  demur- 
rage charges.  Asks  reparation. 

No.  13456.    J.  H. 'Wearn  &  Co.,  Charlotte,  N.  C.,  vs.  Director  General, 
us  agent,  B.  &  O.  et  al. 

Unreasonable  rates  on  window  glass  from  points  of  origin  in 
Pennsylvania  to  Charlotte,  N.  C.  Asks  reparation. 


No.  13457.     The  American  Stockmen's  Supplies  Assn.,  Davenport,  la., 
vs.  Rock  Island  et  al. 

Unjust  and  unreasonable  rates  on  animal  feeds  because  third 
class  rates  are  applied  in  Western  Classification  territory  on  less 
than  carload  lots.  Asks  for  ratings  and  charges  no  higher  than 
fourth  class. 

No.  13458.     Ben  D.  Anguish  et  al.,  Chicago,  111.,  vs.  Alabama  &  Vicks- 
burg  et  al. 

Unjust  and  unreasonable  rates  on  watermelons  from  various 
producing  points  in  Georgia,  Alabama  and  Florida  to  Chicago  and 
Peoria,  111.,  and  Milwaukee,  Wis..  because  charges  based  on 
through  rates  exceed  charges  that  would  accrue  by  use  of  rates 
made  of  the  combination  of  local  rates  on  Nashville,  Tenn.  Ask 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.  13459.     Central  Wisconsin  Supply  Co.,  Beaver  Dam,  Wis.,  vs.  C.  M. 
&  St.  P.  et  al. 

Unjust  and  unreasonable  rates  on  car  of  anthracite  coal  from 
Pittsburgh,  Pa.,  to  Pardeeville,  Wis.,  and  reconsigned  to  Sparta, 
Wis.  Asks  reparation. 

No.  13460.     Max  Gorewitz,  Newark,  N.  J.,  vs.  Pennsylvania  et  al. 

Unjust  and  unreasonable  rates  on  scrap  leather  for  fertilizer 
purposes  from  Newark,  N.  J.,  to  Norfolk,  Va.  Ask  just  and  rea- 
sonable rates. 

No.  13461.     Sioux  City  Live  Stock  Exchange,  Sioux  City,  la.,  vs.  C.  St. 
P.  M.  &  O.  et  al. 

Asks  that  defendants  be  required  to  make  applicable  from  points 
in  Minnesota  to  Sioux  City,  la.,  same  rules  with  respect  to  trans- 
portation of  caretakers  of  live  stock  shipments  as  apply  to  South 
St.  Paul,  Minn. 

No.  13462.     Aunt  Jemima  Mills  Co.,  St.  Joseph,  Mo.,  vs.  Director  Gen- 
eral, as  agent,  Burlington  et  al. 

Unjust  and  unreasonable  rates  on  pancake  and  buckwheat  flour 
from  St.  Joseph,  Mo.,  to  destinations  in  Montana,  Oregon  and 
Washington.  Asks  reparation. 

No.    13463.     Indiana  State  Farm,   Putnamville,    Ind.,   vs.   Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rates  on  coal  from  Seelyville,  Ind.,  to 
Putnamville,  Ind.,  during  federal  control  prior  to  effective  date  of 
G.  O.  No.  28.  Asks  reparation. 

No.  13464.  Republic  Coal  Co..  Minneapolis,  Minn.,  vs.  C.  St.  P.  M.  &  O. 
I'njust,  unreasonable,  unlawful  and  illegal  rates  on  cars  of  soft 
coal  shipped  from  Logan,  111..  Allais,  Ky..  and  Staunton,  111.,  to 
points  in  Wisconsin  and  Minnesota  because  defendant  sought  to 
impose  alleged  illegal  demurrage  charges.  Asks  cease  and  desist 
order,  just  and  reasonable  rates,  rules  and  practices  and  repara- 
tion. 

No.  13465.     Republic  Coal  Co.,  Minneapolis.  Minn.,  vs.  C.  &  N.  W. 

Unjust,  unreasonable,  unlawful  and  illegal  demurrage  charges  on 
car  of  anthracite  coal  from  Pulaski.  Va.,  to  Tyler,  Minn.  Asks 
cease  and  desist  order,  just  and  reasonable  charges  and  practices 
and  reparation. 


Bind  Them  Up 


Hundreds  of  Traffic  World 
subscribers,  appreciating  the 
value  of  the  publication  as  a  per- 
manent reference  work,  have  their 
copies  permanently  bound  in  book 
form. 

Our  charge  for  doing  this  kind 
of  work  is  only  $1.75  net  per  vol- 
ume, and  we  do  it  right,  a  good 
quality  of  law  buckram  being 
used,  and  the  volumes  being 
properly  marked  in  gilt  letters  on 
red  and  black  leather  labels. 


The  Traffic  Service  Corp'n 

418  South  Market  Street 
CHICAGO 


ACCOUNTING  RULES 

The  Commission  has  prescribed  the  following  accounting 
rules  to  be  observed  by  carriers  whose  property  has  been  under 
federal  control,  in  accounting  for  the  amounts  receivable  from  or 
payable  to  the  Director-General  of  Railroads  in  final  settlement 
for  the  use  and  operation  of  their  property  during  federal  control : 

(1)  All  ledger  accounts  with  the  United  States  Railroad  Admin- 
istration     covering  items   adjusted   in   such   final   settlement  shall   be 
considered  as  liquidated  and  shall  be  closed. 

(2)  Items  on  which  the  amount  of  settlement  may  be  mutually 
agreed   upon   between   the   Director   General  and   the   carrier  whether 
or  not  previously  recorded  in  the  accounts,  shall  be  recorded   in  the 
accounts   in   accordance  with   the   effective   accounting  regulations  on 
basis  of  settlement  agreed  upon. 

(3)  Any  difference  between  amounts  adjusted  in  accordance  with 
the  foregoing  and  the  amount  collected  or  paid  by  the  carrier  in  such 
final  settlement  shall  be  cleared  to  profit  and  loss  account  607,   "Mis- 
cellaneous credits."  or  621,   "Miscellaneous  debits."  as  may  be  appro- 
priate,  provided   that  the   use  of  profit  and  loss  in   clearing  balances 
shall  not  operate  to  relieve  carriers  of  the  observance  of  classification 
rules  applying  to  additions  to  and  retirement  of  physical  property  and 
the  maintenance  of  adequate  depreciation  reserves  for  equipment. 


EXPLANATION  OF  GARTNER  STATEMENT 
In  quoting  Karl  Knox  Gartner  in  The  Traffic  World  of  Febru- 
ary 4,  page  292,  relative  to  the  investigation  of  the  Transconti- 
nental Freight  Bureau,  the  statement  was  made  that  "the  east- 
ern trunk  lines  originating  westbound  transcontinental  business, 
in  joining  in  the  transcontinental  all-rail  rates  proposed  would 
sacrifice  approximately  150  per  cent  of  their  revenue  on  iron 
and  steel  from  Pittsburgh  that  they  otherwise  would  receive  if 
traffic  moved  via  the  canal  route."  The  point  Mr.  Gartner  wished 
to  make  was  that  the  eastern  carriers,  if  the  traffic  moved  via 
the  canal,  would  get  150  per  cent  more  revenue  than  if  it  moved 
all-rail  westbound.  He  said  the  eastern  roads'  division  out  of  the 
90-cent  rate  to  San  Francisco  via  Chicago  from  Pittsburgh  on 
iron  and  steel  was  13%  cents.  If  the  iron  and  steel  moved  from 
Pittsburgh  to  Baltimore  and  via  the  Panama  Canal,  the  Penn- 
sylvania, for  instance,  he  said,  would  get  35  cents,  or  21%  cents 
more  than  if  the  traffic  moved  all  rail. 


TELEPHONE   CONSOLIDATION 

The  Northwestern  Long  Distance  Telephone  Co.  and  the  Pa- 
cific Telephone  and  Telegraph  Co.  have  filed  an  application  with 
the  Commission  asking  approval  of  the  consolidation  of  the 
properties  of  the  Northwestern  Company  with  those  of  the  Pa- 
cific Company.  The  companies  operate  in  Oregon,  Washington, 
California  and  Idaho. 
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STORAGE 


IJUil 


SI  MMKR   SIRr.KI    MORIS 

INrcrt  lotir.rfiiun  with  New  York,  Ntw  Havrn 

*    Hartford    Railroad. 

2.000.000  cnbic  fm. 


Cold  Storage  and  n/aj... 

eflouse 

rrnorT  c     Tr»\rtTTnv  ^v: 


DISTRIBUTION 


GEORGE  S.  LOVEJOY 
Manager  General  Storage  Department 

178  Atlantic  Avenue 
Boston,  Mass. 


Co. 


<»NSTIT»  TION   W  \RUKII  SIS 

Connrrtion    witk    all    Imr-    via    t'nion    Frrtfht 
Railrowl. 

Capaii't.    '..' ).•»«!    cokic    f«t 


ALBANY  TK.RM  IN  M 

Oirrit    tonnrction    with    Bo-Ion   &    Albany 

Railroad. 
Capacity.    1.4.»". i  uliii1    ' 


OUR  FACILITIES  ARE  UNEXCELLED 

Wharfage  and   Dockage 
Free  and  Bonded  Stores 

A  Warehouse  on  every  railroad  entering  Boston 

Total  General  Storage  Capacity  10,329,000  cubic  feet 


100%  American 


Premier  Fleet 


MARINE  DESPATCH  LINE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  NORFOLK 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 

A-l  FAST  STEEL 

STEAMERS 

OFFERING 

RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


TO*  KATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 


Plaza  8476 


BALTIMORE 


406  Water  Street 


SAN  FRANCISCO     60  California  Street 


PUIad*l>Ua 
ll»    IU«tk    Tfcird    X. 

U1T    ON*rr  'S.iW.n. 


Utamuh.  Ga. 
Bank    and    Tnut 
LM   Ant-fin.   Cal. 
417  V.n  timjt  Bide. 

R««aU.    N.    V.. 


BM(. 


Ntw     Y*rk 
42    Bro«dwar 
Norfolk.    V*. 

Ill     t  itii»n.     Bank     Bld(. 
4»t,    Elllratl    •«.    Bide. 


Oakland.  Cal. 
Parr  Terminal 
PorUand.  Or« 

7*4   Title   A   Trunt    Bldir. 
Mf.ltle.     Waih. 

UN    L.    C.    Hmilh    Bide. 
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LOADING  FLOUR  AND  MILL  PRODUCTS 

In  the  first  nine  months  of  1921  the  per  cent  of  car  capacity 
used  in  the  loading  of  flour  and  mill  products  for  the  country 
as  a  whole  was  a  trifle  in  excess  of  70  per  cent  as  against  ap- 
proximately 83  per  cent  in  the  same  period  of  1920.  the  average 
capacity  of  the  box  cars  used  being  36.9  tons,  according  to  an 
analysis,  accompanied  by  charts,  made  by  the  car  service  divi- 
sion of  the  American  Railway  Association.  The  tons  per  car 
loaded  averaged  26  in  the  1921  period  and  a  little  in  excess  of 
30  tons  in  the  1920  period. 

For  the  city  of  Minneapolis  alone,  for  the  calendar  year 
1921,  the  per  cent  of  car  capacity  used  was  a  little  in  excess  of 
74  per  cent  as  against  91  per  cent  in  1920.  The  tons  per  car 
loaded  averaged  a  little  less  than  28  tons  in  1921  as  against  a 
little  less  than  34  tons  in  1920.  In  commenting  on  the  charts, 
the  division  said: 

As  would  IK-  expected,  the  loading  out  of  Minneapolis,  as  perhaps 
tin-  most  important  primary  market  for  these  commodities  in  the 
country.  iivcriiRed  heavier  in  tons  per  car  and  in  per  cent  of  car 
capacity  used,  than  did  the  loading  in  the  United  States  as  a  whole. 
It  is  recognized  that  this  loading,  both  in  Minneapolis  and  throughout 
the  t'nlted  States,  reflects  the  tendency  throughout  1921  to  do  business 
in  smaller  trade  units  and  more  frequently  than  in  the  previous  year, 
on  the  basis  of  minimum  carload  weights,  yet  on  the  other  hand,  the 
consequence  is  that  during  1921,  46,411  more  cars  were  used  to  handle 
the  business  of  the  1'nited  States  in  these  commodities  because  of  this 
lighter  loading,  than  would  have  been  required  had  the  business  been 
handled  on  the  average  loading  of  1920.  In  Minneapolis  alone,  the 
Milditional  cars  required  to  be  handled  in  1921  because  of  this  lighter 
loading  amounted  to  15,024. 


N.  &  W.   BONDS 

The  Norfolk  &  Western  Railway  Co.  has  applied  to  the  Com- 
mission for  authority  to  issue  and  sell  $666,000  of  its  first  con- 
solidated mortgage  4  per  cent  bonds  now  held  in  the  company's 
treasury.  The  proceeds  will  be  applied  to  reimbursement  of  the 
company's  treasury  for  money  expended  in  paying  at  maturity 
$600,000  of  the  Columbus  Connecting  &  Terminal  Railroad  Com- 
pany's first  mortgage  5  per  cent  bonds  which  matured  January 
1,  1922.  The  company  proposes  to  sell  the  bonds  at  not  less  than 
90  per  cent  of  par  and  accrued  interest. 


A.  B.  &  A.   LOAN   REFUSED 

The  Commission  has  denied  an  application  of  B.  L.  Bugg, 
receiver  of  the  Atlanta,  Birmingham  &  Atlantic  Railway  Com- 
pany for  a  loan  of  $615,592.87  for  15  years  to  meet  taxes  of  $228,- 
107.88;  a  loan  of  $292,549.99,  due  the  National  Bank  of  Com- 


The  Big,  Important  Things 

that  worry  the  Traffic  Manager— 

(1)  Analyzing  the  traffic  of  his  firm. 

(2)  Seeking  profitable  rate  adjustments 

for  the  traffic, 

which  means: 

Making  rate  comparisons. 

Making  sectional  and  local  trans- 
portation comparisons. 

Making  operating  and  revenue  sta- 
tistics comparisons. 

Digesting  decisions,  if  any,  involv- 
ing analogous  conditions. 

Presenting  the  case  in  proper  form 
to  the  proper  source  for  relief. 

Our  Rate  and  Traffic  Experts  can  be 

of  material  help  to  shippers  in  this  vital 
phase  of  their  business. 

"AT  YOUR  SERVICE" 
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merce  of  New  York,  and  a  loan  of  $94,592.87,  due  the  Birming- 
ham Trust  &  Savings  Company,  Birmingham,  Ala.  The  Com- 
mission held  that  the  making  of  the  loan  was  not  necessary 
to  enable  the  applicant  properly  to  meet  the  transportation  needs 
of  the  public;  that  the  prospective  earning  power  of  the  prop- 
erty in  the  hands  of  the  receiver  and  the  character  and  value  of 
the  security  offered  were  not  such  as  to  furnish  reasonable  as- 
surance of  the  applicant's  ability  to  repay  the  loan  within  the 
time  fixed  therefor  and  to  meet  his  other  obligations  in  respect 
thereto  and  reasonable  protection  to  the  United  States,  and  that 
the  applicant  has  failed  to  make  the  necessary  showing  to 
enable  the  Commission  to  make  the  finding  that  the  applicant  is 
unable  to  provide  himself  with  funds  necessary  for  the  aforesaid 
purposes  from  other  sources. 


CHANGES  IN  DOCKET 

Hearing  in  13079,  H.  J.  Keith  Company  and  The  John  Layton 
Company,  Inc.,  vs.  Director-General,  assigned  for  February  10  at 
Chicago,  was  postponed  to  a  date  to  be  hereafter  fixed. 

Argument  in  I.  and  S.  1434,  proportional  grain  rates  from 
Minnesota  and  Wisconsin  to  eastern  destinations,  assigned  for 
February  8,  at  Washington,  D.  C.,  was  reassigned  for  March  20 
at  Washington. 


LEWIS  IN  CHARGE  OF  VALUATION 

Commissioner  E.  I.  Lewis  has  been  assigned  by  the  Com- 
mission to  take  direct  supervision  of  the  work  of  the  Bureau  of 
Valuation.  The  bureau  has  been  reorganized  with  Acting  Di- 
rector Staples  at  the  head.  The  number  of  employes  in  the 
bureau  is  approximately  500,  the  force  having  been  reduced 
from  approximately  1,000  emp'oyes  a  year  ago.  All  of  the  valu- 
ation work  is  now  centralized  in  Washington,  the  field  work 
having  been  completed  and  the  district  offices  closed.  The  bu- 
reau is  directing  its  efforts  toward  completing  the  valuation 
work,  aside  from  keeping  the  valuations  current,  not  later  than 
January  1,  1925. 

RAILROAD  ACCIDENTS 

The  Traffic  World  Washington  Bureau 

The  total  number  of  persons  killed  in  railroad  accidents  in 
the  quarter  ended  September  30,  1921,  was  1,679  as  compared 
with  2,044  in  the  corresponding  period  of  1920,  according  to  sta- 
tistics compiled  by  the  Bureau  of  Statistics  of  the  Commission. 
The  number  of  injured  was  11,666  as  against  17,947  in  the  1920 
period. 

Trainmen  killed  numbered  156  as  against  395  in  the  same 
period  in  1920,  and  trainmen  injured  numbered  6,493  as  against 
11,916  in  the  corresponding  period  in  1920. 

Passengers  killed  totaled  38  as  against  61  in  the  1920  period 
and  passengers  injured  totaled  1,758  as  against  2,165  in  the  1920 
period. 

The  number  of  passengers  killed  was  765  as  against  673  in 
the  1920  period,  and  the  number  injured,  1,015  as  against  709 
in  the  1920  period. 

ILLINOIS  CENTRAL  EQUIPMENT  PURCHASE 
The  Illinois  Central  has  applied  to  the  Commission  for 
authority  to  issue  $3,255.000  of  equipment  trust  certificates  and 
to  use  the  proceeds  in  the  purchase  of  356  refrigerator  cars  to 
be  built  by  the  General  American  Car  Company,  and  2.000  gon- 
dola cars,  500  to  be  built  by  the  American  Car  &  Foundry  Com- 
pany, 700  by  the  Pullman  Company,  400  by  the  Western  Steel 
Car  &  Foundry  Company,  and  400  by  the  Standard  Steel  Car 
Company.  The  company  proposes  to  sell  the  securities  at  97% 
per  cent  of  car,  to  Kuhn,  Loeb  &  Co. 

BAD    ORDER   CARS 

The  percentage  of  bad  order  cars  as  of  January  15  was  13.9 
per  cent  as  compared  with  13.7  per  cent  on  January  1,  according 
to  the  semi-monthly  bulletin  of  the  car 'service  division  of  the 
American  Railway  Association  on  freight  cars  in  bad  order  on 
class  1  roads.  The  total  number  of  cars  on  line  was  2,290,727, 
of  which  319,512  were  in  bad  order.  By  classes  of  equipment, 
the  bad  order  car  percentages  were  as  follows:  Box,  14.6  per  cent 
as  against  14.5  per  cent  on  January  1;  refrigerator,  11.9  per  cent 
as  against  11.7  per  cent  on  January  1;  gondola,  14.1  per  cent  as 
against  13.8  per  cent  on  January  1;  stock,  10.5  per  cent  as  against 
10.4  per  cent  on  January  1;  flat,  12  per  cent  as  against  11.7  per 
cent  on  January  1. 


LOAN    FOR   SEABOARD-BAY   LINE   CO. 

The  Seaboard-Bay  Line  Co.  has  applied  to  the  Commission 
for  a  loan  of  $4,679,892.50  to  acquire  rolling  stock  which  will 
be  leased  or  sold  conditionally  to  the  Seaboard  Air  Line  Railway 
Co.  The  latter  company  also  filed  an  application  in  connection 
with  the  same  transaction  asking  authority  to  issue  or  pledge 
certain  securities  to  carry  out  the  plan.  The  Baltimore  Steam 
Packet  Co.,  controlled  by  the  Seaboard,  filed  a  similar  appli- 
cation. 
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->  i  «*n     TO 

The  Leading  Port  on  Puget  Sound 

The  efficiency  of  an  ocean  terminal  is  best  proven  by 
the  satisfaction  of  the  steamship  operators  and  shippers 
who  use  its  facilities.  In  less  than  a  year  since  PIER 
ONE  began  operations  TACOMA  has  become  the  leading 
Port  on  Pifget  Sound  according  to  government  statistics, 
and  the  future  is  the  brightest  in  her  history. 

Under  all  conditions  we  give  Service. 

PORT  OF  TACOMA 

612  Tacoma  Bldg. 
Tacoma,  Washington 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  Urf  e,  sheltered  harbor. 

Modern   steel   and   concrete   pier    ac- 
commodation* for  lane  vessels. 

Up-to-date  freight   handling  facilities 

Served  by  N.  Y  .  N.  H.  &  H.  Railroad 
with  track*  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1.350.000  14.  ft. 


Direct  steamer  service  to  Lisbon.  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

•r 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 
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Docket  of  the  Commission 


Note,  items  in  the  Docket  marked  with  an  asterisk  (•)  are  new, 
navlng  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

February  11 — Wiishlngton,  D.  C. — Examiner  R.  W-  Clarke: 
Finance   Docket   1726 — In   the  matter  of  application  of  U.   P.   R.   R. 
<°i>.  to  acquire  control  of  Saratoga  &  Encampment  R.  R. 

February   13 — Atlanta,   Qa.— Examiner  Woodrow: 
12784 — Southeastern  Express  Co.  vs.  American  Ry.  Express  Co. 
12786 — Southern  Fisheries  Assn.  vs.  American  Ry.   Express  Co. 

February  13 — St.  Louis,  Mo. — Examiner  Barclay: 

12066— Construction  and  repair  of  railway  equipment  (Mo.  Pac.  R.  R.) 
February  14 — Washington,  D.  C. — Examiner  Disque: 
I.  and  S.  1476 — Class  and  commodity  rates  from  Chicago  and  other 
points    to   south    Atlantic    and    gulf   ports    for    transshipment   via 
Panama  Canal. 
Fourth  Section  App.  12115. 

February  14 — Alamosa,  Colo. — Examiner  Gaddess: 
13267 — San  Luis  Valley  Federation  of  Commerce  et  al.  vs.   Director 
General,  D.  &  R.  G.  W.  et  al. 

February  15 — Washington.  D.  C. — Examiner  Mattingly: 

11860 — Montana  rates  and  fares  (fares  and  charges  of  Butte,  Ana- 
conda &  Pacific  Ry.). 

February  15 — St.  Louis,  Mo,.— Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment   (St.  L.   S.   W. 
Ry.). 
February  15 — Alturas,  Calif. — Railroad  Commission  of  California: 

Finance  Docket  1796 — In  the  matter  of  the  application  of  Nevada- 
California-Oregon  Ry.  for  a  certificate  that  public  convenience  and 
necessity  will  permit  abandonment  of  its  line  between  Hackstaff, 
Calif.,  and  Lakevlew,  Ore. 

February  15 — Argument  at  Washington,  D.  C.: 
13071 — In  the  matter  of  intrastate  rates  of  the  Terminal  Ry.  Assn. 

of  St.  Louis  and  other  carriers  within  the  state  of  Illinois. 
11425— John  Kline  Brick  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 
February  16 — Washington,  D.  C. — Examiner  Kephart: 
*  I  and  S.  1484  and  first  supplemental  order — Ground  limestone  between 

points  on  the  Pa.  R.  R.  east  of  Pittsburgh. 
February  16 — Argument  at  Washington,  D.  C. : 
11339 — St.  Louis  Chamber  of  Commerce  et  al.  vs.   Director  General. 

Terminal  R.  R.  Assn.  of  St.  Louis  et  al. 
10937— .1.  Warshafsky  &  Son  vs.  T.  R.  R.  A.  of  St.  L.  et  al. 


"Analytic"  Work 


Incident  to  Rate  Adjustments  and  the 
preparation  of  Reparation  Claims,  ana- 
lytic work  can  be  successfully  handled 
only  by  competent  Traffic  Experts,  who 
are,  at  the  same  time,  expert  rate  men. 
Our  organization  embraces  men  of  this 
character. 

Just  one  of  the  various  branches  of 
service  rendered  by  us. 

"AT  YOUR  SERVICE" 
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11019 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11043— Missouri  Malleable  Iron  Co.  vs.  T.  R.  R.  A.  of  St.  L.  et  al. 

11043  (Sub.  No.  1)— A.  Wolff  Iron  and  Metal  Co.  et  al.  vs.  T.  R.  R. 
A.  of  St.  L.  et  al. 

11136 — Granite  City  Steel  Works  et  al.  vs.  Director  General,  T.  R.  II. 
A.  of  St.  L.  et  al. 

11284 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11285 — Missouri  Portland  Cement  Co.  vs.  Director  General. 

11288— Missouri  Portland  Cement  Co.  vs.  Director  General  and  Manu- 
facturers' Ry. 

11294 — >'"--nnri  Portland  Cement  Co.  vs.  Director  General. 

11295— Mississippi  Valley  Iron  Co.  vs.  Mo.  Pac.  and  Director  General. 

11687 — Morris  &  Co.  vs.  Director  General. 

11561— Swift  &  Co.  vs.  Mo.  Pac.  et  al. 

11561  (Sub.  No.  1) — Armour  &  Co.  vs.  Director  General. 

11664 — Aluminum  Ore  Co.  vs.  Director  General. 

11387 — General  Chemical  Co.  vs.  Director  General,  T.  R.  R.  A.  of 
St.  L.  et  al. 

11891 — Mississippi  Valley  Iron  Co.  vs.  Mo.  Pac.  et  al. 

12151 — Corn  Products  Refining  Co.  vs.  Director  General. 

February  17 — Springfield,  Mo. — Examiner  Barclay: 

12066 — Construction   and   repair  of  railway   equipment   (St.   L.-S.   F. 
Ry.). 

February  17 — Argument  at  Washington,  D.  C. : 

12462 — Peninsular  Portland  Cement  Co.  vs.  Director  General  and  Cin- 
cinnati Northern  R.  R. 
11701 — Willapa   Lumber  Co.    et   al.    vs.   Director  General,   Nor.    Pac. 

et  al. 
12645 — Certain-teed  Products  Corp.  vs.  C.  R.  I.  &  P.  et  al. 

February  18 — Argument  at  Washington,  D.  C.: 

12244 — The  Corporation  Commission  of  Oklahoma  vs.  Abilene  & 
Southern  et  al. 

12022 — New  England  Paper  and  Pulp  Traffic  Assn.  vs.  Hoosac  Tun- 
nel &  Wilmington  R.  R.  et  al. 

February  20 — Washington,  D.  C. — Examiner  Bartel: 

*  11446 — Northern  West  Virginia  Coal  Operators'  Assn.  vs.   Pa.   R.  R. 
et  al.     (Further  hearing.) 

February  20— Dallas,  Tex. — Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment  (T.  &  P.  Ry.). 
February  20 — Argument  at  Washington,   D.   C. : 

12267 — Lancaster   Steel   Products   Corp.   vs.   Director   General,    B.    & 

O.  et  al. 

11179 — Ohio   Box   Board  Co.   vs.   Director  General   and   Erie. 
12060— National    Refining    Co.    vs.    Director    General,    L.    E.    &    W. 

et  al. 
12366 — John    W.    Eshelman    &    Sons    et    al.    vs.    Director    General, 

M.  &  O.  et  al. 

February  20 — Denver,  Colo. — Examiner  Gaddess: 

13141 — The  Larimer  County  Cooperative  Milk  Condensory  Co.  vs. 
Director  General. 

February  21 — Argument  at  Washington,  D.  C. : 
12569 — Chevrolet  Motor  Co.  of  Michigan  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 
12748— William  H.   Kidston  et  al.,   tarding  as  A.  G.   Kidston   &   Co., 

vs.  D.  L.  &  W.  et  al. 
12863— William  H.  Kidston  et  al.,  trading  as  A.  G.  Kidston  &  Co.,  vs. 

Pa.  R.  R. 

13248— Hawthorns  &  Co..  Ltd..  vs.  D.  L.  &  W.  et  al. 
12620 — National    Assn.    of    Waste    Material    Dealers,    Inc.,    vs.    Ann 

Arbor  et  al. 
12808 — The  J.  G.  Brill  Co.  vs.  Philadelphia,  Baltimore  &  Washington 

et  al. 
12765 — Associated  Fruit  and  Vegetable  Industries  of  New  York  State 

et  al.  vs.  Ann  Arbor  et  al. 

March  6 — Chicago,  111. — Examiner  Hosmer: 

*  12071— Adriatic  Mining  Co.  et  al.  vs.   C.   &   N.  W.  Ry.   Co.   et  al. 
March  7 — Rochester,  N.  Y. — Examiner  Waters: 

13266 — In  the  matter  of  rates  on  and  classification  of  fresh  peaches 
within  the  state  of  New  York. 

March  8 — Philadelphia,  Pa. — Examiner  McQuillan: 

*  13295 — The  Atlantic  Refining  Co.  vs.  Director  General. 

*  13291 — Vim  Motor  Truck  Co.  vs.  Director  General. 

*  13311 — The  Wm.   Cramp   &   Sons  Ship  and   Engine  Building  Co.   vs. 

Director  General. 

March  8 — Bangor,  Me. — Public  Utilities  Commission  of  Maine: 

Finance  Docket  1720 — Application  for  authority  and  approval  of 
I.  C.  C.  in  the  matter  of  abandonment  of  operation  of  a  certain 
portion  of  the  line  of  railroad  of  Bangor  &  Aroostook  R.  R.  Co. 

March  9 — Parkersburg,  W.  Va. — Examiner  W.  H.  Wagner: 

*  11733 — Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 

«  13320 — Parkersburg  Rig  and  Reel  Co.  vs.  C.  B.  &  Q.  et  al. 

*  13321 — Parkersburg  Rig  and  Reel  Co.  vs.  Pa.  R.  R.  et  al. 

*  13323 — Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  S.  W.  R.  R.  et  al. 

*  13324 — Parkersburg  Rig  and  Reel  Co.  vs.  W.  F.  R.  &  Ft.  W.  R.  R.  et  al 

*  13326 — Parkersburg  Rig'  and  Reel  Co.  vs.   M.  K.   &  T.   Ry.   of  Texas 

et  al. 

*  13362 — Parkersburg  Rig  and  Reel  Co.  vs.  P.  &  R.  Ry.  et  al. 

March  9 — Louisville,  Ky. — Examiner  Cassidy: 

*  12713—1116  Singer  Mfg.  Co.  vs.  ill.  Cent.  R.  R.  el  al. 

*  12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  Ry.  et  al. 

*  12715 — The  Singer  Mfg.  Co.   vs.   Director  General,   C.   &   E.   I.   R.  R. 

et  al. 

*  12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 

*  12887 — National  Veneer  and  Panel  Mfrs.  Assn.  et  al.  vs.  Aberdeen  & 

Rockflsh  et  al. 

March  9 — Philadelphia,  Pa. — Examiner  McQuillan: 

*  13254 — General  American  Tank  Car  Corporation  vs.  Pa.  R.  R. 
"  13256 — David  Lupton's  Sons  Co.  vs.  Pa.  R.  R.  et  al. 
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GALVESTON 

The  Stone  Forwarding  Company 

220— 2 1st    Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and-  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  tailing  schedule  covering 
all  tatting*  from  Galvetton,  Texas  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 

Facilities 


Clean  and  Well 

Ventilated 
Warehouts)* 


•r  Mary  at  our  warehouse. 
It  to  IS  I 


>  feet  .box.  i 


apartment,  separated  by  14- inch  Ore  walla.    A.  D.  T.  Watchman  Service.    LOW  INSURANCE  RA' 
ipproKlmetely  JOO.OOO  so.  ft.  floor  space,  I*  devc*  ' 
Ma;  JOB  absolute  safety  from  haiards  of  all  kinds. 


,  U  devoted  entirely  to  the  hancUinc  of  merchandise  distribution 


COTTON  CONCENTRATION  COMPANY,  Inc. 


LU  C.  WILEY.  Manager.  GALVESTON 

MsaAsri  W  IB*  AaMrkaa  Wsntlmiaia's  JUeaa*ti>a 
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March  9— Spokane,  Wash.— Examiner  Hlllyer: 

*  13241 — T.  .T.  Murray  vs.  Director  General,  G.  N.  Ry.,  et  al. 

*  13315— Arlington  Silver  Mining  Co.  vs.  G.  N.  Ry.    et  al. 

March  10 — Philadelphia,  Pa. — Examiner  McQuillan: 

»  13333 — Hercules  Powder  Co.  vs.  N.  Y.  C.  R.  R..  Director  General  et  al. 

»  13343 — Schanck,  Hutchinson  &  Field  vs.  Pa.  R.  R. 

March  10 — Washington,  D  C. — Examiner  Kephait: 

*  12726 — Hagcrstown  Chamber  of  Commerce  vs.  W.  Md.  Ry.    et  al. 

March  10 — Spokane,  Wash. — Examiner  Hillyer: 

«  13399— Centennial  Mill  Co.  vs.  Director  General,  O-W.  R.  R.  &  N.  Co. 

»  13414 — Arlington  Silver  Mining  Co.  vs.  Director  General  and  G.  N.  Ry. 

March  11— Parkersburg,  W.  Va.— Examiner  W.  H.  Wagner: 

*  13446— R.  G.  Gillcspie  vs.  C.  R.  I.  &  P.  et  al. 

March  11 — Lancaster.  Pa. — Examiner  H.  J.  Wagner: 

«  13331— Anderson  Bros.  Co.  et  al.  vs.  Arkansas  Central  R.  R.  et  al. 

March  13 — New  York,  N.  Y. — Examiner  jVIcQuillan: 

*  13120 — The  National  League  of  Commission  Merchants  of  the  U.   S. 

vs.  Pa.  R.  R.  et  al. 

»  13120   (Sub.    No.    1)— American   Fruit   Growers,    Inc.,    New   York   di- 
vision, vs.  Pa.  R.  R. 

*  13120  (Sub.  No.  2) — Chas.  A.  Houck  vs.  Pa.  R.  R. 

*  13120  (Sub.  No.  3) — J.   &  G.   Lippman,   Inc.,  vs.   Pa.   R.   R. 

*  13120  (Sub.  No.  4) — M.  H  Hellman  vs  Pa.  R.  R. 
«  13120  (Sub.  No.  5)— I.  Lowenthal  vs.  Pa.  R.  R. 

»  13120  (Sub  No.  6)— J.   Pratt  Carroll,  Inc.,  vs.  Pa.  R.  .R. 

*  13120    (Sub.    No.    7) — American   Fruit   Growers,    Inc.,    New   York    di- 

vision, vs.  Pa.  R.  R. 

March  13— New  York,  N.  Y.— Examiner  Barclay: 

»  12066 — Construction  and-  repair  of  railway  equipment. 

March  13 — Zanesville,  O. — Examiner  W.  H.  Wagner: 

»  13277— American  Clay  Products  Co.  vs.  Pa.  R.  R.  et  al. 

March  13 — Allentown,  Pa.— Examiner  H.  J.  Wagner: 

*  13278— Trojan  Powder  Co.  vs.  P.  &  R.  Ry.  et  al. 

*  13149— Pennsylvania  Power  and  Light  Co.  vs.  Director  General,  L.  & 

N.  A 

March  13 — Washington,  D.  C. — Examiner  Kephart: 

*  13109— Star  Timber  Co.  vs.  C.  &  N.  W. 

March  13 — Kansas  City,  Mo. — Examiner  Eddy: 

*  I.  and  S.  1483 — Horses  and  mules  from  Kansas  City.  Mo.,  and  Wich- 

ita, Kan.,  to.  New  Orleans,  La.,  Memphis,  Tenn.,  and  other  points. 

March  13 — Seattle,  Wash. — Examiner  Hillyer: 

*  13136 — International   Lime    Co.    vs.    Director   General,    C.    M.    &    St. 

P.  Ry. 

*  11767 — Thomas  W.  Simmons  &  Co.  vs.  Director  General. 

March  13 — Pittsburgh,  Pa. — Examiner  Gerry: 

*  13270 — Joseph  W.  Cottrell  Lumber  Co.  vs.  Director  General,  Pa.  R.  R. 

*  13340 — Humphrey  Brick  and  Tile  Co.  vs.  Director  General,  Pa.  R.  R. 

et  al. 

*  ^13242 — D.  Kellerman  vs.  Director  General. 
.H 

March  13 — Chicago,  111.— Examiner  Money: 

*  13148 — Wisconsin  Dairy  Products  Co.  vs.  Director  General. 

*  13032 — Comision  Reguladora  Del  Mercado  De  Henequin  vs.  Director 

General. 

*  13395 — Comision   Reguladora  del   Mercado   de   Henequen  vs  Director 

General. 

March  13 — Ft.  Worth,  Tex. — Examiner  Mackley: 

*  I.  and  S.  1487 — Routing  on  sheep  from  K.  C.  M.  &  O.  Texas  points  to 

Kansas  City,  Chicago  and  other  points. 

March  13 — Memphis,   Tenn. — Examiner  Cassidy: 

•I.  and  S.  1431   (and  first  supplemental  order) — Cotton  and  cotton  lint- 
ers  from  Mississippi  Valley  points. 

March  14 — Washington,  D.  C. — Examiner  Kephart: 

*  13325 — American  Trona  Corp.  vs.  A.  T.  &  S.  F.  et  al. 

*  13280 — American  TVona  Corp.  vs.  Sou.  Pac.  et  al. 

March  14 — Pittsburgh,  Pa. — Examiner  Gerry: 

*  13306 — Armstrong  Cork  and  Insulation  Co.  vs.  Pa.  R.  R. 

March  14 — Allentown,  Pa. — Examiner  H.  J.  Wagner: 

*  13296   (and   Sub.    No.   1) — Lehigh   Portland   Cement   Co.   vs.   Director 

General. 

March  14 — Chicago,  111. — Examiner  Money: 

*  13347 — Armour  &  Co.  vs.  Director  General. 

»  12423 — Armour  &  Co.  et  al.  vs.  A.  C.  L.,  Director  General  et  al. 

March  14 — New  York,  N.  Y.— Examiner  McQuillan: 

*  13349 — David  Kaufman  &  Sons  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 

*  13339 — Coastwise  Lumber  and  Supply  Co.,  Inc.,  vs.  B.  &  O. 

March  14 — Kansas  City,  Mo. — Examiner  Eddy: 

*  13237 — Kansas  City  Hay  Dealers'  Assn.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

March  14 — Seattle,  Wash. — Examiner  Hillyer: 

*  13386 — Rex  Metal  Works  vs.  Director  General,  Nor.  Pac.  Ry.  et  al. 

»  13317— Mitsui    &    Co..    Ltd.,    vs.    Director    General,    O.-W.    R.    R.    & 
Nav.  Co. 

March  15— Hou.ston,  Tex. — Examiner  Mackley: 

*  I.  and  S.  1485 — Coffee  from  gulf  ports  to  interstate  points. 

March  15 — New  York,  N.  Y. — Examiner  McQuillan: 

*  13229— Spencer  Kellogg  &  Sons,  Inc.,  vs.  D.  L.  &  W.  et  al. 
«  13316— Spencer  Kellogg  &  Sons,  Inc.,  vs.  W.  S.  R.  R.  et  al. 

March  15 — Chicago,  111.— Examiner  Money: 

»  13244— Wm.  E.  Dee  Clay  Mfg.  Co.  et  al.  vs.  B.  &  O.  R.  R. 

*  13284 — French  Battery  and  Carbon  Co.  vs.  C.  &  N.  W.  et  al. 


•.  et  al. 
I.,  vs.  Director 

Ref.  Co.,   Ltd. 
Ref.  Co.,  Ltd. 
Ref.   Co.,  Ltd. 
Ref.  Co.,  Ltd. 
Ref.   Co.,   Ltd. 
Ref.   Co.,   Ltd. 
Ref.  Co.,   Ltd. 
Ref.  Co.,  Ltd. 

General,  Can. 
,  vs.   Director 
,  vs.  Director 
,   vs.  Director 
.  vs.  Director 
,  vs.  Director 
,  vs.   Director 
,  vs.  Director 
,   vs.  Director 

March  15— Cincinnati.  O.— Examiner  W.  H.  Wagner: 

*  13258 — Webb  Fuel  Co.  vs.  Director  General. 

March  15 — Kansas  City,  Mo. — Examiner  Eddy: 

*  13271— M.  L.  Butcher  vs.  Director  General,  A.  T.  &  S.  F.  et  al. 

»  13261— United  Iron  Works,  Inc.,  vs.  Director  General,  K.  C.  S.  et  al. 

March  16— Washington,  D  C.— Examiner  Kephart: 

«  13310— The  Davison  Chemical  Co.  vs.  Director  General,  P.  &  R.  et  al. 

March  16 — Cincinnati.  O. — Examiner  W.  H.  Wagner: 

»  13220 — Cincinnati  Assn.  of  Purchasing  Agents  vs.  L.  &  N. 

March   16 — Chicago,  111. — Examiner  Money: 

*  13230— American  Farm  Bureau  Federation  vs.  A.  G.  S.  et  al. 

March  16— New  York,  N.  Y.— Examiner  McQuillan: 

*  13335— Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General,  N.  Y.  C., 

et  al. 

*  13279— Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 

*  13282— Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 

March  16 — Wilkes-Barre,  Pa. — Examiner  H.  J.  Wagner: 

*  13275— The  W.  H.  Chandler  Co.  vs.  Director  General. 

*  13303 — Louis  Cohen  &  Son  vs.  Pa.  R.  R.  et  al. 

*  13350— Louis  Cohen  &  Son  vs.  N.  Y.  C.  et  al. 

March  16 — Seattle,  Wash. — Examiner  Hillyer: 

*  13246— Wenatchee  Valley  Fruit  Exchange  vs.  Nor.  Pac.  Ry.  et  al. 

March  16 — Cleveland,  O. — Examiner  Gerry: 

t  12490— National    Petroleum   Assn.    et   al.    vs.    Director    General,    Pa. 
R.  R.,  et  al. 

*  13300— Rockwood  Sprinkler  Co.  of  Illinois  vs.  Director  General. 

*  12552 — The  NatiorTal  Petroleum  Assn.  et  al.  vs.  Director  General,  Pa. 

R.  R.  et  al. 

March  17 — Cleveland.  O. — Examiner  Gerry: 

*  13276— The  Dey  Mfg.  Co.  vs.  P.  &  R.  Ry. 

*  13133— North  Star  Oil  and  Ref.  Co.,   Ltd. 

Pac.  Ry.  et  al. 

*  13133   (Sub.    No.   1)— North  Star  Oil   and 

General.  C.  R.  I.  &  P.  et  al. 

*  13133   (Sub.   No.  2)— North   Stnr  Oil  and 

General,  K.  C.  M.  &  O.  et  al. 

*  13133   (Sub.    No.  3)— North  Star  Oil  and 

General,  B.  &  O.  et  al. 

*  13133   (Sub.    No.  4)— North  Star  Oil  and 

General,  B.  &  O.  et  al. 

*  13133   (Sub.    No.  5)— North  Star  Oil  and 

General.  Can.  Pac.  et  al. 

*  13133   (Sub.    No.   6)— North  Star  Oil  and 

General,  Can.  Pac.  et  al. 

*  13133   (Sub.    No.  7)— North  Star  Oil  and 

General,  Can.  Pac.  et  al. 

*  13133   (Sub.   No.  8)— North  Star  Oil  and 

General,  Can.  Pac.  et  al. 

March  17 — Chicago,  111. — Examiner  Money: 

*  13181 — Burlington  Shippers'  Assn.  et  al.  vs.  A.  C.  &  Y.  et  al. 

March   17 — Seattle,  Wash. — Examiner  Hillyer: 

*  I.   and   S.    1486 — Proportional   class   rates   between   Seattle,    Tacoma, 

Wash.,  and  Portland,  Ore. 

March  17 — Washington.  D.  C. — Examiner  Kephart: 

*  13281 — Smokeless  Fuel  Co.  et  al.  vs.  N.  &  W. 

March   17 — Vicksburg.  Miss. — Examiner  Cassidy: 

*  13250 — The  Tallulah  Cotton  Oil  Co.  vs.  Mo.  Pac.  et  al. 

March  17 — New  York,  N.  Y. — Examiner  McQuillan: 

*  13327 — John  Hawkins  &  Sons  vs.  Director  General  and  Erie. 

*  13329— Alpha  Portland  Cement  Co.  vs.  Pa.  R.  R.     Portions  of  Fourth 

Section  App.  1625  of  C.  C.  McCain. 

March  18 — Natchez,  Miss. — Examiner  Cassidy: 

*  13268— Natchez  Chamber  of  Commerce  et  al.  vs.  the  III.  Cent,  et  al. 
March  18— Cleveland,  O. — Examiner  Gerry: 

*  8479— American    Fork    and    Hoe    Co.    et   al.    vs.    St.    L.-S.    F.    R.    R., 

Director  General  et  al. 

March  18 — Buffalo,  N.  Y. — Examiner  H.  J.  Wagner: 

*  10287 — Globe  Elevator  Co.  vs.  Director  General,  D.  L.  &  W.  et  al. 

*  13287 — Covert  Gear  Co.,  Inc.,  et  al.  vs.  Pa.  R.  R.  et  al. 

March  18 — Tulsa,  Okla. — Examiner  Eddy: 

*  13286 — Empire   Refineries,   Inc.,    vs.   Director   General,    Midland   Val- 

ley et  al. 

*  13302 — Barnsdall  Refining  Co.,   Bighart  Producing  and  Refining  Co., 

vs.  C.  of  Ga.  et  al. 

March  18 — New  York,  N.  Y. — Examiner  McQuillan: 

*  12544 — Swift  &  Co.  vs.  Director  General,  Erie  R.  R.  et  al. 

March  20 — Now  Orleans,  La. — Examiner  Cassidy: 

*  I.  and  S.  1320 — Oil  from  Texas  ports  to  Sulphur  Mine,  La. 

March  20 — Chicago,  111. — Examiner  Money: 

*  13028 — George  Green  Lumber  Co.  et  al.  vs.  Ann  Arbor  R.  R.  et  al. 

March  20 — Toledo,  O. — Examiner  Gerry: 

*  13328— The  Seneca  Wire  and  Mfg.  Co.  vs.  L.  E.  &  W.  R.  R.  et  al. 

March  20 — S't.  Louis,  Mo. — Examiner  W.  H.  Wagner: 

*  13217 — Illinois  Glass  Co.  vs.  Director  General.  111.  Term.  R.  R. 

*  13155 — Roman  &  Bush  Pig  Iron  and  Coke  Co.   vs.   Director  General, 

W.  Md.  Ry.  et  al. 

March  20 — Argument  at  Washington,  D.  C.: 

*  I.  and  S.  1434 — Proportional  grain  rates  from  Minnesota  and  Wiscon- 

sin to  eastern  destinations. 
March  20 — Tulsa,  Okla. — Examiner  Eddy: 

*  13102 — Producers'  Refining  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
March  20 — Tacoma,  Wash. — Examiner  Hillyer: 

*  13344 — Stone-Fisher  Co.  vs.  Director  General,  C.  M.  &  St.  P. 

*  13374 — Cascade  Timber  Co.  and  North  Coast  Timber  Co.  vs.  Director 

General,  C.  M.  &  St.  P.  et  al. 

March'  20 — Washington,  D.  C. — Examiner  Eshelman: 
Valuation    Docket   51 — In   re  valuation   of  property   of  Evansville   & 

Indianapolis  R.  R. 
March   20 — Galveston,   Tex. — Examiner  Mackley: 

12798 — Galveston  Commercial  Association  vs.  G.  H.  &  S.  A. 

I.  and  S.  1461 — Cottonseed  products  from  Texas  to  New  Orleans,  La., 

and  sub-ports  for  export. 
Fourth  Section  Apps.  11516  and  11582  of  A.  C.  Fonda  (in  connection 

with  No.   12798). 

March  20— New  York,  N.  Y.— Examiner  McQuillan: 
»  13197 — Strong  &  Trowbridge  Co.  vs.  Director  General. 
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The  General  Rate  Inquiry 

Are  you  fufly  prepared  with  evidence  in  support  of 
the  things  you  wish  to  present  at  this  hearing?  We 
can  promptly  supply  you  with  any  available  data  con- 
cerning: 

Statistics  of  Earnings,  Expenses,  Gross  and  Net  Rev- 
enues,  etc.  (For  the  Country  as  a  Whole,  by  Dis- 
tricts, or  by  Carriers.) 

Rate  Exhibit*.  Covering  Any  Part  of  the  United  States 
and  for  Any  Period  Desired. 

Volume  of  Freight  Traffic.  (For  the  Country  as  a 
Whole,  by  Districts,  or  by  Carriers.) 

Total  Production  of  Basic  Commodities.  (Agricultural 
Products — Animals  and  Products — Forest  and  Mine 
Products  —  Manufactures,  etc.  —  all  in  splendid 
variety.) 

\\rrage  Market  Prices  (in  snany  cases  also  Average 
Farm  Prices,  also  Average  Factory  Price*)  for  use, 
if  desired,  in  comparisons  with  transportation  cost*. 


We  can  furnish  the  above  information  by  Commodities 

Program  for  the  rest  of  the  Hearing 
Feb.  10-11 — Railway  labor  organizations. 
Feb.  15 — Canned  goods  and  wholesale  groceries. 
Feb.  16-17— Fruits  and  vegetables. 
Feb.  18 — Milk,  cream  and  dairy  product*. 
Feb.  20 — Beverages  and  beverage  containers,  waste 
material. 

Feb.  21-22 — Live  stock  and  packing  house  products. 
Feb.  23-24 — Petroleum   and   petroleum   products. 
Feb.  25— Other  commodities. 

THE  TRAFFIC  SERVICE  CORPORATION 

Sf^riml  3*r*irm  Dmf+rtminl 

505  Colorado  Bldg.,  Washington,  D.  C. 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 
Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 

(Taku  Bar),  Chinwangtao,  Dairen 
SS  EASTERN  SAILOR   .     Feb.  13        SS  WEST  KADER   .  .  .  Mtr.  27 
SS  WEST  MOMENTUM    .  Mtr.  6        SS  LAS  VEGAS  .....  April  17 

Shanghai,  Manila  and  Hongkong 

SS  VINTTA  ........  Feb.  17 

SS  WEST  CAYOTE   .  .  .  M«r.  17 
SS  WEST  KEATS  ----  April  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  renting  Space.  fUtra,  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC.,        »  •"•£??.*  c.t, 
UNITED  AMERICAN  LINES,  INC, 
R.  T.  JOHNS  &  COMPANTUNC, 


*» 


SlF~t> 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THF  "REASONABLENESS"  OF  RATES  ! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as : 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

"At  Your  Service" 
505  Colorado  Building  Washington,  D.  C. 
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March  2O— Buffalo,  N.  Y.—  Examiner  H.  .T.  Wagiu-. 

*  13367 — The  Board  of  Commerce,  Inc.,  of  Lockport,   .. 

C.  et  al. 

March  21— Chicago,  ill. — Examiner  Money: 

°  13283 — Oeneral  <!as  Light  Co.  vs.  Ala.  Gt.  Sou.  R.  R.  et  al. 

March  21 — St.  Tamils,  Mo.— Kxaminer  W.  H.  Wanner: 

"  1258-1 — Indialunna  Kef.  Co.  vs.  Director  General.  C.  &  A.  R.  R.  et  al. 

*  12561  (and  Sub.  No.  1) — Indiahotna  Ref.  Co.  vs.  Director  General,  the 

Ahnapee  A.-  Western  Ry.  et  al. 

March  21— Detroit.    Mich.— Examiner  Gerr>  : 

«  13252 — .St.  Clair  IJriek  Co.  vs.  Director  General,  Grand  Trunk  West- 
ern Ky.  et  al. 
»  13243 — Wabash  Portland  Cement  Co.  vs.  Ann  Arbor  R.  R.  et  al. 

March  22— Chicago.  111. — Kxaminer  Money: 

*  13239 — Swift  &  Co.  vs.  Director  General,  as  agent. 

March  22 — Dallas,  Tex. — Examiner  Eddy: 

»  13251— M.  H.  Wolfe  &  Co.  vs.  Director  General,  I.  &  G.  N.  et  al. 

March  22 — Portland,  Ore. — Examiner  Hillyer: 

*  13085 — Sullivan  Lumber  Co.  vs.  Director  General. 

0  13199 — West  Coast  Lumbermen's  Assn.   et   al.   vs.   Director  General, 
Sou.  Pac.  Co.  et  al. 

*  13211 — West  Coast  Lumbermen's  Assn.  et  al.  vs.  Abilene  &  Southern 

et  al. 

March  22 — New  York,  N.  Y. — Examiner  McQuillan: 

*  13338 — International  Paper  Co.   vs.  Director  General,   N.  Y.   C.  et  al. 

March  25 — Boston,  Mass. — Examiner  H.  J.  Wagner: 

0  13208 — Boston  Wool  Trade  Assn.  vs.  Director  General. 

"  13318 — Boston  Wool  Trade  Assn.  vs.  Director  General. 

March  27 — San  FranciscS,  Calif. — Examiner  Hillyer: 
•I.   and   S.   1478 — Routing  restrictions  on   lumber  from   California   and 
Nevada  to  Colorado  destinations. 

March  27 — New  York.  N.  Y.— Kxaminer  H.  J.  Wagner: 

*  4662 — legality  of  express  franks — In  the  matter  of  the  issuance  and 

use  of  passes,  franks  and  free  passenger  service. 

March  27 — Brownsville,  Tex. — Examiner  Mackley: 

12782 — Rio  Grande  Valley  Chamber  of  Commerce  et  al.  vs.  St.  Louis, 
Brownsville  &  Mexico  Ry.  et  al.  Such  fourth  section  departures  a» 
may  exist. 

March  28 — San  Francisco.  Calif. — Examiner  Hillyer: 

*  13351 — Rolph  Mills  &  Co.  vs.  Director  General. 

*  13373— Rolph  Mills  &  Co.  vs.  Director  General. 

March  29 — San  Francisco,  Calif. — Examiner  Hillyer: 
"  13354 — Caldwell  Shipping  Co.  vs.  Director  General. 

March  29 — San  Francisco,  Calif. — Examiner  Hillyer: 

*  13332 — Getz  Bros.  &  Co.,  Inc.,  vs.  Director  General. 

March   30 — San   Francisco,   Calif. — Examiner  Hillyer: 


Co.  vs.  Sou.  Pac.  Co. 
Co.  vs.   Director  General,  Sou.  Pac.  Co. 


—  \V.   P    Fuller 
••iii 

Calif.—  Examiner  Hillyer: 

''  13376—  1.  vs.  Sou.  Pac.  Co.  et  al. 

April  :\  iminer  Hillyer: 

•o.  vs.  D.  &  R.  G.  W.  R.  R.  et  al. 
April  1  i-  Kxamim.T  Hillyer: 

«  13304  —  Thr  .me  Co.  vs.  A.  T.  &  S.  F.  et  al. 

»  13305—  Tli.    Utah  inn;  Co.  vs.  A.  T.  &  S.  F.  et  al. 

April  15  —  Pueblo.  Colo.  .m  r  Hillyer: 

*  13420  —  The  Colorado  Cuh,    t   and    Flume   Co.    vs.    A.   T.   &   S.    V  . 

et  al. 
April  17  —  Denver,  Colo.  —  Examiner  Hillyer: 

*  13393  —  W.   R.    Freeman  and   C.    Boettctier,   as   receivers   of  the   D.   & 

S.  L.  R.  R.  vs.  A.  T.  &  S.  F.  et  al. 


=•.   Ry. 


1921  ROAD  PROJECTS 

Eleven  thousand  nine  hundred  and  thirty  miles  of  federal- 
aid  roads  were  constructed  under  the  joint  supervision  of  the 
federal  government  and  the  states  in  1921,  according  to  reports 
of  the  Bureau  of  Public  Roads  of  the  United  States  Department 
of  Agriculture.  Federal  money  amounting  to  $94,057,089  was 
allotted  to  these  roads,  the  total  cost  of  which  was  $231,963,682. 
In  this  mileage  there  is  included  8,595  miles  in  projects  wholly 
completed  and  the  equivalent  of  3,335  miles  of  work  done  on 
projects  which  are  not  wholly  completed.  Every  state  shared 
in  the  benefits  of  this  work. 

The  projects  under  way  during  the  year  amounted  to  31,228 
miles,  which  was  about  one-half  of  all  the  road  work  carried 
on  in  the  United  States  during  the  year.  A  fair  idea  of  the 
magnitude  of  the  road  work  done  under  the  supervision  of  the 
Department  of  Agriculture  last  year  may  be  gained  when  it  is 
understood  that  the  total  mileage  is  considerably  more  than 
enough  to  encircle  the  earth,  that  it  is  equal  to  more  than  10 
per  cent  of  all  the  improved  roads  previously  existing  in  the 
United  States,  and  that  it  is  equal  to  nearly  8  per  cent  of  the 
entire  road  system  of  France.  At  this  rate  the  U.  S.  would 
be  able  to  build  the  equivalent  of  France's  entire  road  system  in 
12  years. 


LOAN    FOR   G.   M.  &.   N. 

The  Gulf,  Mobile  &  Northern  Railroad  Co.  has  applied  to 
the  Commision  for  a  loan  of  $1,088,188  for  fifteen  years  to  aid 
it  In  meeting  expenditures  for  additions  and  betterments  to 
equipment  and  property  and  for  retiring  short  term  notes  of 
$528,000. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Requests  for  official  transcripts  ol  testimony  taken  In  proceedings  of  the  Commission  throughout  the 
country  (except  Washington  should  be  addressed  to  THE  STATE  LAW  REPORTING  COMPANY,  Official 
Reporters  I.  C.  C.,  Woolworth  Building,  New  York,  or  placed  with  the  Official  Reporters  la  attendance 
at  the  hearings.  Authentic  copies  of  transcripts  can  be  had  from  no  other  source.  The  cost  of  tran- 
scripts Is  placed  at  the  nominal  rate  of  12>£  cents  a  page,  fixed  by  the  Commission. 

TRANSCRIPTS  OF  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1,  1920,  CAN  BE  FURNISHED. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
interstate   and   Foreign   Commerce 

•fedauit  *  OnuMeUt* 

f7l  IPITZER  BLD«. 

TOLEDO,  OHIO 


rrtuportatlon 


Oounl  kUltvi  BtUtlnt  to  auu. 
latantate  sad  Waatft OCBUMM 


ARTHUR  B.  HAYES 

ATTORNEY  AT   LAW 

Colorado   Building,   Washington,  D.   C. 

firm,,    Mimbtr  et  tilt   DwartnMt  «f   JmtlN  at 

tolltlttr  *t   l«t«rn»1   Rm*SM 

Interstate    Commerce    Litigation    a 
Specialty 


GIOmOB  L.  BOTU 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

BpxUl  .Mention  la  Freight  R»u  Adjutmrati 

ud  Practice  before  the  Intent.!. 

CemmerM  Commluioa. 

Eoun  101  Am«ri«ui  N»tion»l  Bank  Bulldlni 
Tdephou  Main  *702  Washington.  D.O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDO.,  WASHINGTON,  D.  C. 

(Tor  a  number  of  years  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  years  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Munsey  Bldg.,  Washington,  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HATD 

ATTORNEY    AT    LAW 

1411-16    Liberty    Central    Trutt    Building. 

St.  Louis.  Me. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commission*  aa4 
-allroad  and  rate  litigation  and  cialma. 


February  18.  1922 


THE    TRAFFIC     WORLD 


361 


TABLE  OF  CONTENTS 


EDITORIAL 

Function  of  the  traffic  cluba — Kate  committee  dockets 387 

CURRENT  TOPICS   IN  WASHINGTON 

lhillnia<    consolidations — Consolidation    and    traffic — Business 
conditions  better — Scrapping  the  ship* — Port  equalization. . .     369 

DECISIONS  OF  THE  COMMISSION 

Boston    Chamber   of   Commerce    et   al.    vs.    Director  General. 

Qrand  Trunk  of  Canada,  et  al.;  case  10457;  recossjtgned  grain 

(M  I.  C.  C..   1*2-111 371 

Tumi  Bros.  Pig  Iron  and  Coke  Co.  vs.  Director  General:  case 

11*04 i  smithing  coal  (*•>  :2»-lJO) 371 

KoatMHl   *    Buss;   Pig   Iron   and   Coke   Co.    vs.    Director   Gen- 
^^•*Missouri   Pacific  et  al.;  case  12021:   smithing  coal   (M 

I.  C.  C,.  147-141) 

American  Wholesale  Lumber  Assn.  vs.   Aberdeen  £   Rockftsh 

I.:  case  11811:  lumber  penalty  charge  (mimeographed). . 

Coal  to  Kansas  City:  reduced  rates  on:  1.  and  8.  142S  (mlmeo- 

luagor  *  Aroostook  R.  K.  Co    et'alV  'vs. '  Aberdeen  *'  Rockhsh 
••L    Co.    et    al.:    case    117i«:    New    England   divisions    ((C 

•'..  1M-21S)    272 

ral  Ridge  Clay  Product*  Co.  vs.  Director  General :  case  11MC; 

hollow  building  tile  ((«  I.  C    C..  172-174) .     274 

Fruits   and    vegetables    to    Duane   St.,    N.    V.:    I.    and   8.    1420 

<*  I.  C.  C..  1J5-13J) 274 

•rles  C..  *  Son  vs.   I,.  *   N.   and   Director  General: 
case  12071:  also  120*8.  Si.  »tem  Maryland.  Director 

r^Hral.  et  al.  (M  I  .274 

DallBf  *  Co.  vs.  Director  General:  case  12182:  animal  tank- 

•^•K  I-  C.  C.  14»-150) .     274 

Anfl^Be.    George    •  •  -r   General:    case    12W7:    fir 

(••  <M  I.  C.  C..  lSI-i;:.i  .     274 

AmerlBin  Wood  Pipe  Co.  vs.  Director  General.  O.-W.  R.  R.  * 

t  aL;  case  12075;  wor  1SS-1M)    .     274 

.-<chnleder  Ko»:.  <>neral.  C.  *    N 

et  al.:  case  1U7S;  ,-oal  dX  I    •  .     274 

fnl<m  Traction  Co.  of  IndUnn  v«    Dlrertor  General.  C.  I 
et  al.:  case  11SJ3:  bltitmlnotis  coal  (M  I.  C.  C  .  1ST  .     3:1 


J71 


-i 


TENTATIVE  REPORTS  OF  THE  COMMISSION 
OENERA4.    RATE    INQUIRY 

TRAFFIC   LEMON   NO.  4— By   Prof.   Orovcr  C.   Huebner 
PERSONAL   NEWS   AND   NOTES 

LOSS  AND  DAMAGE   DECISIONS 

Cases  decided  by  state  and  federal  court- 

MISCELLANEOUS  TRAFFIC  DECISIONS 
Cases  decided  by  state  nnd  f<*1eral  court- 

QUESTIONS  AND  ANSWERS 

l*ml  and  practical  question*  iinswered  by  experts 

THE  OPEN   FORUM 

Freight  overi-harce  claims—  Misquotation  of  rates— Refund  of 


NEW  COMPLAINTS 

Digests  or  petitions  filed  with  the  Commission. 

DOCKET  OF  THE  COMMISSION 

Dates  and  places  of  hearings  and  argur. 


27f 

• 
• 

• 

- 

4I>0 

404 

406 
40< 


THK  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Ttlephone.  Main  3*40 


CHICAGO 

418.430  S.  MARKET  STREET 
Telephone.  Harrison 


Freight  Rates  Lowered 

on 

Merchandise  Shipments 


On  all  merchandise  taking  3rd,  4th  and  5th 
class  carload  rates  under  Official  Classifica- 
tion and  Cl.i—  A  carload  rate  under  Western 
Classification  our  Consolidated  Carload 
Merchandise  Service  from  Boston,  New 
York,  Newark,  X.  J.,  Philadelphia,  Cleve- 
land, Cincinnati  to  Chicago^and  from  Chi- 
cago to  any  of  the  points  above  mentioned, 
as  well  as  to  St.  Louis,  Kansas  City,  Denver, 
Los  Angeles,  San  Francisco  and  Seattle, 
affords  shippers  that  chance  they  have 
looked  for  to  -<-t  urc  lower  freight  rates. 


Remember  this  on  your  next  shipment  and  don't 
forget  that  you  not  alone  sate  money  by  using  this 
service,  but  time  through  prompt  delivery  of  your 
L.C.L.  shipments  as  enumerated  above. 


Export  and  Domestic  Freight  Forwarders 

CoosoUdatonof  Household  Good*.  Machinery.  Automobile,  and  Piano*  and 
General  Merchandise  for  Domestic  •hipment.  and  everything  for  Export 

General  Offices:  Chicago,  203  South  Dearborn  St. 
Eastern  Offices:    New  York,  Wool  worth  Bldg. 


Boston.  Old  South  Bids 
Buffalo.  Ellicott  Square 


CleytUnd.  Hippodrome  Bid*. 
Lot  An«ele«.  Van  Nuyl  Bldf. 


Dion  Tru<(  Bldg.  

Portland,  Oregon,  ijth  and  Kearney  SU. 

Writ*  (A.  N,,r,,l  Offic* 
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P  E  N  N  SYLVAN  IA 
TANK  CARS 


Built-in  Strength  and 

Quality  Workmanship 

The  above  close-up  end  view  of  the  latest 
Type  A-1D  "PENNSYLVANIA"  Tank  Car 
shows  the  new  simplified  "PENNSYLVANIA" 
Uncoupling  Arrangement,  the  Brake-Mast 
Step  and  Coupler,  front  view  of  Trucks,  and 
the  end  details  of  the  Underframe  Construction 
on  all  "PENNSYLVANIA"  Tank  Cars. 

The  other  two  cuts  show  the  side  and  bot- 
tom views  of  the  "PENNSYLVANIA"  Arch 
Bar  Truck  with  a  clear  insight  into  its  detailed 
construction  features  and  its  perfect  mechan- 
ical alignment. 

The  distinctive  engineering  improvements 
found  only  on  "PENNSYLVANIA"  Tank  Cars 
embody  the  results  of  years  of  study,  and  prac- 
tical tests  in  actual  service  of  the  plans  of 
our  skilled  engineers  and  traffic  experts — men 
who  know  the  difficult  requirements  of  tank 
car  traffic  from  A  to  Z. 

"After  All,  Quality  Counts" 

The  Pennsylvania  Tank  Car  Company 

The  Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 

SHARON,  PA. 


''Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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Addresses  of  Southern  Pacific  Lines 
OFF-LINE  AGENCIES: 


®  ATLANTA 

l».     \>hur>.    (.rneral    Agent, 
Healey   Building. 
Korjiyth.  Walton  &  Poplar  SU 

%  BALTIMORE 

^  .   H.  Johnwn.  (.rnrral  Agent, 
llartman    Huildinif. 
Light  *  Redwood  Street*. 

-•:  UIIMIM.HAM 

8.  J.  Brown,  General  Agent, 
Woodward    Huildme. 
Irt  Are.  *  20th  St..  North. 

HUSTON 

K.  8.  Leatitt.  General  Agent, 
Old   South   ItuildinK. 
294   Washington   Street. 

9  CHICAGO 

C.  L.  McFaul,  General  Agent 
Southern   Pacific   Bide.. 
35  We«t  Jackson  Blvd. 

«  CINCINNATI 

H.  F.  Kern.  General  Agent. 
WiKKinK   Building, 
-.th  *   Vim-  StreeU. 


9  DENVER 

F.  W.  Sedgwick.  General  Agent. 
Denham   Building. 
18th  &  California  Street*. 

®  DETROIT 

W.  W.  Hale.  General  Agent. 

Majestic  Building. 

Woodward  &   Michigan  Avenue*. 

9  HAVANA 

W.  E.  Ridgeway.  General  Agent 
IOC  Cuba  Street. 

9K.AN-  \-   (  1TY 

I  .  B.  Bank*.  General  Agent. 
Railway  Exchange  Bldg.. 
7th  &  Walnut  Street*. 

M  KM  I'll  IS 

L.  C.  Bouchard.  General  Agent 
Exchange  Building. 
130   Madison   Avenue. 

«  MEXICO  CITY 

K.  Jackran.  General  Agent. 
Avenue  Cinco  de  Mayo,  No.  32. 

9  NEW   YOKK    CITY 

8.  C.  Chile*.  G.  A.  Frt  Dept.. 
A.  J.  Ponton.  G.  A.  Pan*.  Dept.. 
16.".   Broadway. 


®  OKLAHOMA  CITY 

J.  A.  Eads.  Traveling  Agent, 
Colcord  Building. 

3  PHILADELPHIA 

F.  T.  Brooks,  General  Agent, 
1602  Chestnut  Street 

I'll  ISIII    IJ..II 

G.  G.  Herring,  General  Agent, 
Chamber  of  Commerce  Bldg., 
Smithfield  St.  &  7th  Are. 

9  SALT  LAKE  CITY 

J.  K.  Light,  D.  F.  &  P.  Agent, 
(lift  Building. 

9  SEATTLE 

C.  M.  AndrewK    D.  F.  A  P.  Agent, 
Hinckley   Building. 

9  ST.  LOUIS 

C.  T.  Collett,  General  Agent, 
Southern  Pacific  Building, 
312  North   Sixth  Street 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 
Express  Freight  Services 

U.  5.  Mail  Steamers  Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,  SAN  DIEGO,  LOS  ANGELES 
SAN  FRANCISCO,  PORTLAND,  SEATTLE,  TACOMA,   VANCOUVER 


MOBILE,  NEW  ORLEANS,  SAN  DIEGO,  LOS  ANGELES,  SAN  FRANCISCO 
PORTLAND,  SEATTLE,  TACOMA,  VANCOUVER 


Through  Bill*  of  Lading  issued  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Island*. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 

Marquette  BIdg.  Lafayette  BIdg.  Oliver  Building  1024  Prudential  Building  Central  BIdg.  Merchants  Exchange       Pierce  Building 

Chicago  Philadelphia  Pittsburgh  Buffalo,  N.  Y.  Los  Angeles  San  Francisco  St.  Louis 

Mobile  Liners,  Inc.,  Agents  A.  Le  Blanc,  Agent  Railway  Exchange  L.  C.  Smith  BIdg.         211  Eleventh  St.        Empire  Shipping  Co.,  Agents 

Mobile;  Ala.  New  Orleans,  La.  Portland  Seattle  Tacoma,  Wash.  Vancouver,  B.  C. 


SER  VICE  AND  PROGRESS 

The  test  of  the  efficiency  of  an  ocean  terminal  lies 
in  its  ability  to  keep  all  its  facilities  constantly  employed. 

Pier  One  has  answered  by  forcing  a  50%  increase 
in  storage  space,  a  duplication  of  its  handling  equipment 
and  a  doubling  of  berthing  space  for  vessels. 

We  say  it  with  service. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  U.  S.  A. 
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to  onkr  of  THE  TRAFFIC  SERVICE  COR 
or  Nc«  York 


TERMS  OF  SUBSCRIPTION 

i  YEAR »IIOO 

.MONTHS *.«• 

*EE  MONTHS M« 

SINGLE  COPY K 


4IMJO  South  Market  Street. 
•    CHICAGO.  ILL 


Colorado  Building 
WASHINGTON.  D.  C 


Regular  subscribers  for  The  Traffic  World,  when  in 
Washington,  D.  C..  may  obtain  copies  of  the  magazine 
at  our  Washington  office  in  the  Colorado  Building. 


RATE  COMMITTEE  DOCKETS 
We  are  pleased  to  be  able  to  tell  our  readers  that 
with  today's  issue  of  The  Traffic  Bulletin  publication  of 
the  docket  of  the  Trunk  Line  Association  rate  commit- 
tee is  being  resumed.  The  Central  Freight  Association 
has  also  made  arrangements  to  resume  the  publication  <>f 
r  dockets  in  The  Traffic  Bulletin,  but  no  copy  was 
received  in  time  to  include  in  this  week's  number.  No 
definite  advice  has  as  yet  been  received  from  the  western 
committees,  whose  dockets  we  have  been  printing  since 
the  first  of  the  year,  at  their  request,  in  order  to  give 
them  time  to  come  to  a  decision.  Although  this  arrange- 
ment was  entered  into  with  the  understanding  that 
thirty  days  would  be  ample  time,  we  have  already  vol- 
untarily extended  that  time  by  over  half  a  month.  It  is 
our  understanding  that  these  committees  will  reach  a 
decision  within  the  next  few  days.  Their  dockets  ap- 
pear in  this  week's  Traffic  Bulletin,  but  unless  we  hear 
definitely  from  them  in  the  course  of  the  week,  they  will 
not  appear  next  week.  Publication  of  these  dockets  in 
The  Traffic  Bulletin  always  includes  publication  in  The 
Dailv  Traffic  World. 


FUNCTION  OF  THE  TRAFFIC  CLUBS 

In  the  constitution  and  by-laws  of  almost  every  traf- 
fic club  appears  something  like  this :  "The  object  of  this 
club  shall  be  to  promote  better  personal  acquaintance  and 
frimdly  relations  among  its  members."  In  other  words, 
the  urge  for  men  employed  in  the  same  kind  of  busi- 
ness to  come  together  in  clubs  of  this  sort  is,  primarily, 
social.  Either  consciously  or  sub-consciously,  the  man 
who  i,  in  a  certain  line  of  buincss  thinks  he  would  like 
to  know  other  men  in  the  same  business,  because  they 
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must  be  something  like  each  other  in  their  points  of  view 
and  the  things  that  interest  them.  Man  is  a  social  ani- 
mal, ordinarily  and  generally  speaking.  His  instinct  to 
mingle  with  his  kind  leads  him  to  select  for  his  more 
intimate  associates,  usually,  men  whose  chief  business 
is  in  the  same  field  as  his  own.  Purely  social  is  this  rea- 
son, and  the  social  function  of  the  traffic  club  is  enough  in 
itself  to  justify  it.  It  is  natural  that  men  should  wish  to 
meet  as  pleasantly  and  cnnvivially  as  is  possible.  It  is 
beneficial  to  them  in  many  ways  that  they  should  so 
meet.  In  these  busy  times  of  making  money  or  trying 
to  keep  one's  head  above  water  in  the  face  of  poor  busi- 
ness conditions,  it  is  easy  to  forget  the  social  side  of 
one's  nature.  So  the  traffic  club  is  justified  even  if  there 
be  no  other  purpose  in  it  than  the  cultivation  of  social 
relations. 

There  is  another  phase  of  the  motive  and  purpose 
of  the  traffic  club  not  generally  mentioned  in  the  by- 
laws and  constitution,  yet  closely  related  to  and  inter- 
woven with  the  social  purpose  and  usually  recognized  as 
a  part  of  the  motive  that  calls  such  organizations  into 
being.  That  is  the  desire,  for  business  reasons,  to  meet 
socially  one's  patrons  or  the  men  from  whom  one  buys, 
..nd  the  realization  that  one  may  benefit  in  knowledge  and 
experience  by  associating  intimately  with  men  in  busi- 
nesses similar  to  his  own.  That  is  part  of  the  reason  for 
tlie  formation  of  the  various  trade  and  business  organ- 
ization, each  composed  of  men  in  the  same  kind  of  busi- 
ness joined  together  frankly  for  purposes  of  common 
benefit,  not  only  that  there  may  be  unity  and  crystalliza- 
tion when  there  are  issues  of  importance  to  be  met,  but 
ijMt  each  member  may  profit  in  a  general  way  by  get- 
ting acquainted  with  and  learning  the  methods  of  men 
who  make  their  living  in  the  same  way  he  does.  The 
traffic  club,  of  course,  is  not  formed  for  purposes  of  com- 
mon benefit  in  the  sense  that  an  association  of  shoe  deal- 
ers, for  instance,  is  organized ;  but  it  does,  nevertheless, 
partake  of  the  nature  of  such  an  organization,  in  that 
its  members  seek  and  expect  to  profit  in  a  business  way 
l»y  association  with  each  other — the  shipper  with  the  rail- 
road man  from  whom  he  buys  transportation,  and  the 
railroad  man  with  the  shipper  to  whom  he  sells  it. 

It  may  not  be  necessary  to  point  out  the  business 
advantages  to  be  gained  in  belonging  to  an  organization 
•  f  this  kind,  and  yet,  perhaps,  they  are  not  as  well  under 
stood  as  they  might  be — or,  rather,  they  are  likely  to  be 
misunderstood.  A  club  of  this  sort  is  sometimes  mis- 
taken to  be  a  place  where  a  railroad  may  solicit  business 
or  a  shipper  may  take  up  with  a  railroad  man  some 
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Ullf,  MOBILE  t  NOBTHEBM 
RULKOiD 

AND    COVMICTIOX* 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  A  N.  R.  R..  M.  A  O.  R.  R..  N.  C. 
&  St.  L.  Ry.,  via  Jackson.  Tenn..  Southern  Ry.  via  Middleton,  Tenn., 
and  Laurel,  Miss..  Frisco  Lines  via  New  Albany,  Miss.,  A.  &  V.-V.  S. 
&  P.  Rys.,  via  Newton.  Miss..  Vicksburg,  Miss.,  and  Shreveport,  La™ 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans.  


SOUTHBOUND 


NORTHBOUND 


Mile* 

4 :30  p.  m.  0  LT. 

12:30  a.  m.  83  LT. 

12:47  p.  m.  nert  day  247  Ar. 

3:25  p.  m.  next  day  261  Ar. 

4  :20  p.  m.  next  day  298  Ar. 

4:10  B.  m.  2nd  day  410  Ar. 

5:40  m.  m.  2nd  day  448  Ar. 

2:30  a.  m.  2nd  day  356  Ar. 

5:30  p.  m.  2nd  day  S2»  Ar. 


Jackson,  Tenn.      Ar.     8:00  a.  m.  2nd  day 
New  Albany, Miss.  Ar.  12:30  a.  m.  2nd  day 
Newton,     Miss.       Lv.  11:55   a.  m. 
Meridian,   Miss.     LT.     7:35  a.  m. 
Laurel,    Mils.        LT.     8:45  a.  m. 
Mobile,     Ala.         LT.  10:00  p.  m. 
New  Orleans,  La.  LT.     9:40  p.  m. 
Vicksbure,    Miss.    LT.     5:00  a.  m. 
Shreveport.   La.     LT.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile.  Ala.,  ALSO  weekly 
through  refrigerator  car  «ervic«  from  Chicago  to  same  point*  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  port*  of  Gulfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

MR.  SHIPPER :- 

The  NATCHEZ  ROUTE  is  specializing  in  reliable  service.  Its 
schedules  coordinated  with  those  of  its  connections  assure  continuous  through 
movement.  Absence  of  large  terminals  en  route  eliminates  delays  at  inter- 
change points  and  a  complete  system  of  passing  reports  enables  us  to  give 
you  prompt  information  about  the  movement  of  your  freight. 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN .points  it  will  pay  you  to  investigate  the  service  via  this  new 
direct  route. 

Route  from  the  West  via  M.  K.  &  T.,  K.  C.  S.,  S.  P.  or  T.  &  P., 
Shreveport,  La.,  St.  L.  S.  W.,  Stamps,  Ark.,  Frisco  or  Mo.  P.,  Hope,  Ark., 
care  Natchez  Route. 

Route  from  the  East  via  L.  85  N. -Mobile  or  Southern  Railway  Hatties- 
burg,  care  Natchez  Route. 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


Traffic  Department  Representatives: 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.      622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.         Kansas  City,  Mo. 
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grievance  from  which  he  suffers.    We  do  not  say  that  this 
not  proper,  to  a  certain  extent,  though  it  may  easily 
be  overdone;  but  that  is  not  what  we  generally  have  in 
tnind  when  we  speak  of  the  business  advantages  of  such 
a  club.    That  advantage  is  more  general  in  nature,  con- 
•.mg,  rather,  in  acquainting  shipper  and  carrier  with 
each  other's  point  of  view  and  with  each  other's  person- 
ality in  such  way  that  it  becomes  easier,  on  the  outside, 
to  settle  some  perplexing  question.     It  is  hard  to  quar- 
rel with  a  fellow  you  know,  if  you  kn<>\v    him  to  be  a 
tleman — and,  presumably,  there  are  few  that  are  not 
such  in  the  traffic  clubs. 

A  problem  that  might  otherwise  seem  a  mountain 
mole-hill  when  you  can,  for  in>tance.  call  on 
the  telephone  a  man  whom  you  know  well  in  the  club 
a-k  him  what's  the  matter  with  those  cars,  or  what's 
of  that  claim,  or  why  don't  you  give  me  some 
•hat  tonnage  you're  shipping?     It  is  a  vast  advantage 
to  know  personally  the  men  with  whom  you  da*busn 
—know  them,  that  ide  of  the  business.    Sale 

They  try  to  cultivate  friendly  relations  with 
and  with  their  customers'  families.     The 
frier  Mi       >f  the  p« T-'.M-  with  whom  one  does  bu- 

valuable  assets  he  can  It.  .  though 

the  ..-lit  not  to  be  over-emphasized  in 

.it   the  club  in. iy  seem  like  a  grain  pit 
rat  iii/ation,  the  business  motive  is 

a  '\'  proper  one  in  .club  organization  and  mem 

whether  we  recognize  it  as  proper  or 
ore  purely  social,  in  theory,  than  arc 
the 

y  the  traffic  clu  <l»nc  much  and 

will  do  mor  her  that  be  their  avowed  purpose  or 

ginp  about  a  better  understanding  between 
i  receivers  of  freight  and  the  traffic  men 
nifjs.     Not  "tily  i-  that  true,  but  they  have 
h  and  will  contribute  more,  even  with 
•  ut  av.  rt.  to  the  better  understanding  of  trans- 

•i  problems  generally.    One  cannot  maintain  alto- 
get!  ...  r  provincial,  or  selfish  view  when  he 
'ing  every  day  with  other  men  with  other  point- 
of  view.     He  cannot  help  but  see  these  other  points  of 
view,  and  his   own  cannot    do  otherwise    than   broaden 
There  i-  all  the  difference  iii  the  world,  in   hi-  breadth 
a  and  the  way  in  which  he  get-  re-tilts,  between 
man    who   -it-   all   day   iti   his  office   making   figure- 
attending  to  routine  ta-k-  and  never  leaves  the  four 
wal'  .ut  to  luncheon  or  when 
-  desk  to  jjo  home  for  the  clay,  and  the  man 
who  makes  it  a  part  of  his  work  to  mingle  with  other 
men  and  learn  what  they  are  doing  and  what  they  are 
thinking. 

Still,  though  tin   tr.iffic  clubs  have  done  much  toward 
.-  nbout  thi-  better  understanding,  there  is  much 
tha:  :  be  done,  a  part  of  which  could  be  accom- 

•  d  under  pr  :<liti«.n-.  but  some  of  which,  per- 

haps, would  call  for  a  widening  of  the  club-'  scope.  an<! 
-equent   inclu-i'.n   of  certain  classes  of   railroad   men 
who  today  are  only  sliphtly  represented  in  the  member- 

e  of  them. 

In  ord'  'i/e  to  the  fullest  the  benefits,  both 

il  and  busin.  ved  from  a  traffic  club,  that 


traffic  club  should  have  a  home — club  rooms— or  where, 
for  any  reason,  this  is  impossible,  it  should  at  least  have 
a  place  where  those  members  who  wish  to  and  are  able  to 
may  have  luncheon  together  every  day  or  as  many  days 
as  possible.  A  club  that  draws  its  members  together  only 
on  some  special  occasion  loses,  in  great  measure,  the 
pleasure  and  profit  they  might  otherwise  have.  It  would 
seem  that  in  a  city  of  any  size  or  in  a  club  of  any  size, 
or  whose  potential  membership  is  large,  a  considerable 
•  'pportunity  for  social  pleasure,  for  business  benefit,  and 
for  service  to  the  community  and  the  nation  is  lost  in  not 
having  a  club  that  is  a  club  in  the  machinery  of  its  opera- 
tion. 

Now.  then,  suppose  we  have  a  traffic  club  in  every 
principal  center  of  the  country,  organized  for  social  and 
business  purpo-e-.  as  outlined,  composed  of  the  traffic  and 
other  officials  of  the  railroads  resident  in  that  community 
and  the  traffic  representatives  of  the  large  shippers  in  the 
community.  (Of  course,  we  are  speaking  chiefly  of  the 
traffic  clubs  whose  membership  is  both  railroad  and  in- 
dustrial.) Are  we  to  stop  with  these  functions?  We 
would  not  have  a  traffic  club  organized  for  and  devoted 
mainly  to  the  discussion  of  or  the  effort  to  settle  public 
problems.  That  would  take  it  out  of  the  category  of  the 

:al  club,  which  it  is  and  should  be,  mainly.  But  it 
does  seem  that  there  arc  vast  potentialities  for  public 
service  in  these  organizations  that  have  not  begun  to  be 
realized.  And  we  believe  they  ought  to  be  realized,  just 

A  e  believe  that  an  individual  citizen,  \vith  whom,  of 
o  .ur-e,  his  family  and  his  business Inust  come  first,  is  not 
>  et  appreciating  his  opportunity  or  doing  his  patriotic- 
duty  if  he  fail  to  interest  himself  in  public  problems  and 
to  do  what  he  can  for  the  good  of  his  city,  his  state,  and 
his  country.  The  greater  his  knowledge  of  a  particular 
-ubject  and  his  capacity  for  dealing  with  it,  the  greater 
his  delinquency  if  he  fail  to  lend  his  ability  to  the  settle- 
ment of  a  public  problem  in  which  that  subject  is  in- 

\o|-. 

netimes  an  individual,  though  his  inclination  may 
be  to  do  what  he  can,  is  puzzled  to  know  how  to  go  about 
it.  But  for  the  traffic  club  there  can  be  no  such  doubt. 
The  way  is  pointed  clearly  for  it.  It  is,  by  its  very  na- 
ture, compo-cd  almost  entirely  of  men  who  are  trained 
to  think  along  transportation  lines  and  who  look  at  any 
^Hnsportation  problem  from  both  sides.  The  crystal- 
lized view  of  a  traffic  club  or  a  group  of  traffic  clubs  on 
any  transportation  question  of  public  interest  would  not 
only  be  valuable,  but  would  be  pretty  likely  to  be  cor- 
rected. 

We  do  not  mean,  of  course,  that  the  traffic  clubs  do 
not.  in  a  way,  realize  this  duty  or  opportunity  to  make 
known  their  views  on  public  questions  related  to  trans- 
portation. Indeed,  many  of  them  are  prone  to  adopt  reso- 
lutions. But  resolutions,  in  and  of  themselves,  usually 

•mplish  little,  and  resolutions  adopted  by  traffic  clubs, 
about  which  so  little  is  known  by  the  persons  to  whom 
the   resolutions  are  directed,   travel  even   more   expedi- 
tiously  than   most   literature  of  that  kind  to   the  wa 
basket  terminal. 

We  would   have  the  traffic  clubs  first   realize  their 
"pportunity  and   their  duty  and   appreciate   fully   them- 
the  value  they  could  be  to  the  nation;  then  we 
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would  have  them  proceed  in  effective  manner  to  make 
their  power  felt — not  by  the  mere  adoption  of  resolutions 
at  club  meetings  or  the  mere  consideration  of  reports  of 
public  affairs  committees,  and  so  on,  but  by  real  work 
that  would  get  under  the  skins  of  the  lawmakers  and  the 
administrators  of  the  laws.  This  is  a  practical  world. 
Theorists  and  dreamers  have  our  admiration  and  our  re- 
spect. We  must  have  dreams  in  order  to  make  life 
worth  living.  But  no  matter  how  correct  the  theory  or 
how  beautiful  the  dream,  the  hard  rule  of  practice  makes 
it  necessary  that  some  executive  force  and  ability  be  ap- 
plied before  anything  may  come  of  it. 


MINOR  COMMISSION  ORDERS 

The    Traffic    World    Washington   Bureau 

The  Battle  Creek  Chamber  of  Commerce,  the  Battle  Creek 
Retail  Fuel  Dealers'  Association  and  the  Postum  Cereal  Co., 
Inc.,  have  been  permitted  to  intervene  in  No.  13204,  Kellogg 
Toasted  Corn  Flake  Co.  vs.  Ann  Arbor  et  al. 

The  complaint  in  No.  12959,  the  Coit-Alber  Chautauqua 
Company  et  al.  vs.  Albany  &  Susquehanna  et  al.,  has  been 
amended  by  making  the  Atlantic  Coast  Line  and  numerous  other 
carriers  additional  parties  defendant. 

The  Waco  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  13410,  Texas  Chamber  of  Commerce  et  al.  vs. 
Abilene  &  Southern  et  al. 

For  the  purpose  of  bringing  the  record  up  to  date  the  Com- 
mission has  reopened  for  further  hearing  No.  9613,  Cameron  Coal 
Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  Niles  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  13313,  Michigan  Traffic  League  vs.  Ann  Arbor 
et  al. 

The  order  in  I.  and  S.  No.  1372.  Meridian  rate  case,  has  been 
modified  so  as  to  become  effective  April  5  instead  of  February  27. 

The  Natchez,  Columbia  &  Mobile  Railroad  has  filed  a  peti- 
tion asking  the  Commission  to  discharge  it  from  the  orders  pre- 
viously entered  in  the  tap  line  case,  I.  and  S.  No.  11.  This 
petition  has  been  set  down  for  hearing  March  16  at  Washington 
before  Examiner  Kephart. 

The  Commission  has  reopened  for  further  hearing  No.  5626, 
Grand  Rapids  Plaster  Co.  vs.  Lake  Shore  &  Michigan  Southern 
Ry.  et  al.,  and  fourth  section  application  No.  10596. 

Complainant's  petition  for  further  hearing  on  the  question  of 
reparation  in  No.  11424,  Boston  Wool  Trade  Association  vs.  Abi- 
lene &  Southern  et  al.,  has  been  denied. 

Upon  petition  of  the  Director-General  the  Commission  has 
reopened  No.  11225,  Lawton  Refining  Co.  vs.  Director-General. 
C.  R.  I.  &  P.  et  al.,  for  further  consideration  upon  the  record  as 
made. 

The  Commission  has  reopened  for  further  hearing  with  re- 
spect to  the  rates  from  Ranger,  Tex.,  to  Minden,  La.,  No.  11842, 
General  Iron  Works  vs.  Director-General,  C.  C.  C.  &  St.  L.  et  al. 

Upon  complainant's  petition  the  Commission  has  reopened 
for  further  hearing  No.  11619,  Acme  Cement  Plaster  Co.  vs.  St. 
L.-S.  F.  Ry.,  Director-General,  No.  11621,  same  vs.  Pere  Mar- 
quette,  Director-General  et  al.,  and  No.  11621  (Sub-No.  1),  same 
vs.  same. 

Complainants'  petitions  for  rehearing  in  Nos.  12141,  Missis- 
sippi Valley  Iron  Co.  vs.  C.  B.  &  Q.,  and  Director-General,  and 
11791,  South  Chester  Tube  Co.  vs.  M.  K.  &  T.,  Director-General 
et  al.,  have  been  denied  by  the  Commission. 

The  Commission  has  denied  petitions  of  the  Director-General 
for  further  hearings  of  Nos.  11808,  Marden,  Orth  &  Hastings 
Co.  vs.  Director-General,  C.  B.  &  Q.  et  al.,  and  11432,  George  A. 
Fuller  Co.  et  al.  vs.  A.  C.  L.,  Director-General  et  al. 

The  Board  of  Trade  of  Kansas  City,  Mo.,  was  permitted  to 
intervene  in  No.  13406,  Corporation  Commission  of  Oklahoma 
vs.  Arkansas  R.  R.  et  al. 

Upon  application  of  the  Orange  &  Northwestern  Railroad 
for  approval  by  the  Commission  of  a  contract  concerning  the 
division  of  traffic  between  the  Gulf  &  Northern  Railway,  Orange 
t  Northwestern  Railroad,  and  Gulf,  Colorado  &  Santa  Fe  Rail- 
way, the  Commission  has  instituted  an  inquiry  under  formal 
docket  No.  13486,  division  of  traffic  betwen  the  Gulf  &  Northern 
Railway  Company  and  its  connections,  to  inquire  into  the  mat- 
ters referred  to  in  the  application. 

The  J.  W.  Butler  Paper  Company  was.  permitted  to  inter- 
vene in  No.  13431,  Michigan  Paper  Mills  Traffic  Association  vs. 
Michigan  Central  et  al. 

The  Denver  Live  Stock  Exchange  has  been  permitted  to 
intervene  in  No.  13416.  the  Wichita  Board  of  Commerce  vs 
A.  T.  &  S.  F.  et  al. 

The  Merchants  &  Manufacturers  Association  of  Baltimore, 
Md..  has  received  permission  to  intervene  in  No.  13098,  Arbuckle 
Brothers  et  al.  vs.  Ann  Arbor  et  al. 


The  order  in  No.  7865,  Chamber  of  Commerce  of  Johnson 
City,  Tenn.,  vs.  Southern  Railway  et  al.,  has  been  modified  so 
as  to  become  effective  May  31  instead  of  March  31. 

Upon  petition  of  interveners  the  Commission  has  reopened 
for  further  oral  argument  Nos.  12081,  Fairmont  &  Cleveland 
Coal  Co.  vs.  B.  &  O.,  12082,  same  vs.  Monongahela  Railway, 
12083,  New  River  Company  et  al.  vs.  Virginian  Railway,  12084, 
same  vs.  C.  &  O.,  and  has  consolidated  these  cases  with  Nos. 
12362,  Bell  &  Zoller  Coal  Co.  et  al.  vs.  B.  &  O.  S.  W.  et  al., 
and  12399,  Vigo  Mining  Co.  et  al.  vs.  P.  C.  C.  &  St.  L  et  al.,  for 
argument  and  disposition. 

The  Lyceum  and  Chautauqua  Managers'  Association  of 
America  and  the  International  Lyceum  and  Chautauqua  Associa- 
tion were  permitted  to  intervene  in  No.  12959,  the  Coit-Alber 
Chautauqua  Co.  et  al.  vs.  Albany  &  Susquehanna  et  al. 

The  Algonquin  Coal  Company  was  permitted  to  intervene  in 
No.  13281,  Smokeless  Fuel  Co.  et  al.  vs.  Norfolk  &  Western. 

The  order  in  I.  and  S.  No.  1365,  routing  on  coal  from  West- 
ern Maryland  Railway  mines  to  eastern  destinations,  has  been 
modified  so  as  to  become  effective  March  15  instead  of  Feb- 
ruary 18. 


INTERLOCKING  DIRECTORATES 
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The  Commission  has  authorized  officers  of  the  Boston  ft 
Providence  Railroad  Corporation  (in  Massachusetts),  Old  Colony 
Railroad,  New  York,  New  Haven  &  Hartford  Railroad,  Central 
New  England  Railway,  Boston  &  Albany  Railroad,  New  York, 
Ontario  &  Western,  and  other  roads  to  retain  their  positions 
with  those  and  other  roads;  officers  of  the  Mobile  &  Ohio  Rail- 
road, Columbus  &  Greenville  Railroad,  and  other  roads  to  retain 
their  positions  with  those  and  other  roads;  and  officers  of  the 
Mississippi  River  &  Bonne  Terre  Railway,  Missouri-Illinois  Rail- 
road, and  St.  Francois  County  Railroad  to  retain  their  positions. 

Howard  Elliott  was  authorized  to  hold  the  positions  of  di- 
rector of  the  Ellenville  &  Kingston  Railroad,  Ontario,  Carbon- 
dale  &  Scranton  Railway,  and  Port  Jervis,  Monticello  &  Sum- 
mitville  Railroad  in  addition  to  positions  previously  authorized. 

J.  Horace  Harding  has  received  permission  to  hold  positions 
as  director  of  the  Harlem  River  &  Port  Chester  Railroad  and 
General  New  England  Railway  -in  addition  to  positions  previ- 
ously authorized. 

E.  M.  Reynolds  was  authorized  to  hold  positions  as  vice- 
president  of  the  Nesquehoning  Valley  Railroad,  Tresckow  Rail- 
road, and  Wilkes-Barre  &  Scranton  Railway  in  addition  to  posi- 
tions previously  authorized. 

The  Commission  has  authorized  officers  of  the  Cincinnati, 
New  Orleans  &  Texas  Pacific  Railway,  Alabama  Great  Southern 
Railroad,  New  Orleans  &  Northeastern  Railroad,  and  other  roads 
to  retain  their  positions  with  those  and  other  roads;  also  officers 
of  the  Beaumont  &  Great  Northern  Railroad,  Missouri,  Kansas  & 
Texas  Railway,  Houston  &  Brazos  Valley  Railway,  and  other 
roads  to  retain  their  positions  with  those  and  other  roads. 

Frank  Kell  and  J.  A.  Kemp  were  authorized  to  hold  their 
positions  with  the  Wichita  Falls  &  Northwestern  Railway, 
Wichita  Falls  Railway,  and  Wichita  Falls  &  Wellington  Railway 
Co.  of  Texas,  in  addition  to  positions  previously  authorized. 

H.  A.  Worcester  and  L.  S.  Emery  have  received  permission 
to  hold  their  positions  with  the  Indianapolis  Union  Railway  in 
addition  to  positions  previously  authorized. 

James  T.  Clark  was  authorized  to  hold  his  positions  with 
the  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway  in  addition 
to  positions  previously  authorized. 

A.  W.  Trenholm  was  permitted  to  retain  his  position  with 
the  Lake  Superior  Terminal  &  Transfer  Company  in  addition  to 
positions  previously  authorized. 

Officers  of  the  Kansas  City,  Kaw  Valley  &  Western  Railway, 
Joplin  &  Pittsburgh  Railway,  and  Kansas  City  Railways  Corn- 
pan  have  been  authorized  to  retain  their  positions. 

George  R.  Collett  was  authorized  to  retain  his  positions  with 
the  East  St.  Louis  Junction  Railroad,  Kansas  City  Connecting 
Railroad,  and  Oklahoma  City  Junction  Railway. 

C.  W.  Wright  has  received  permission  to  hold  the  positions 
of  general  attorney  for  the  Minneapolis  &  St.  Louis  Railroad,  and 
the  Railway  Transfer  Co.  of  the  City  of  Minneapolis. 

Officers  of  the  Donora  Southern  Railroad,  Northern  Liber- 
ties Railway  and  Newburgh  &  South  Shore  Railway  were  author- 
ized to  retain  their  positions. 

The  Commission  has  authorized  officers  of  the  Maryland  &• 
Pennsylvania  Railroad,  York  Terminal  Railway,  and  Canton 
Railroad  to  retain  their  positions;  and  officers  of  the  Blue  Ridgi 
Railway,  Asheville  Southern  Railway,  Danville  &  Western  Rail 
way  and  other  roads  to  retain  their  positions. 


TENNESSEE  CENTRAL  LOAN 

The  Tennessee  Central  Railway  Company  has  applied  to  the 
Commission  for  a  loan  of  $2,250,000  to  be  applied  on  the  pur- 
chase of  rolling  stock,  rails,  shop  machinery  and  tools  and  other 
equipment,  and  to  meet  short-term  indebtedness  of  $1.000,000. 


February  18,  1922 


THE    TRAFFIC     WORLD 


369 


Current  Topics 

in  Washington 


Railroad   Consolidation*. — Every   now  and   then  Washington 
learn*  that  the  rest  of  the  country  is  thinking  more  of  a  given 
public  policy,  as  a  panacea  or  an  amelioration  than  It  itself  is 
thinking,  even  when  the  emollient  or  palliative  may  have  origi- 
nated In  the  capital.     Consolidation  of  railroads,  apparently.  Is 
us  thought  of  more  outside  than  in  Washington.    References 
.  In  speeches,  articles  and  resolutions,  indicate  to  those  in 
Washington  that,  apparently,  to  many  It  seems  like  one  of  the 
way*  out  of  the  mora**  In  which  the  carriers  have  been  wallow- 
ing for  more  year*  than  a  genuine  patriot  like*  to  contemplate, 
t  I*  not  Intended  as  a  reflection  on  them  to  say  that,  so  far  as 
the  surface  Is  concerned,  Washington  has  forgotten  railroad  con- 
solidation.    It  ha*  hardly  been  mentioned.    Walker  D.  Mines,  in 
ms  testimony  In  the  Commission's  general  rate  Inquiry  spoke  of 
It   but   hastened   to  add   that   It   should   not   be   regarded   a*   a 
panacea.     Commissioner  Hall  who  is  also  busy  in  the  general 
rate  Inquiry,  ha*  direct  charge  of  all  matter*  pertaining  to  the 
Commission's  formulation  of  a  plan  for  consolidation.     A*  yet 
there  1*  nothing  la  sight  on  the  subject,  so  far  a*  hi*  office  I*  at 
liberty  to  say.    The  Commission,  of  course,  will  hold  hearing*  on 
the  subject      That  I*  the  Commission's  way.    The  law  fnculcatea 
that  method.    The  Commission's  experience  ha*  been  such  that 
t  hesitate*  to  undertake  anything  without  first  having  made  a 
general  alarm  so  that  everybody  who  think*  he  Is  Interested, 
may  come  In  and  have  hi*  *ay.     It  ha*  bad  *ome  experience  In 
acting  quickly,  by  holding  only  a  limited  hearing  or  undertaking 
to  ascertain  what  should  be  done  by  inquiring  of  some  It  knew 
to  be  interested  In  a  subject.     It*  moat  recent  experience  was 
in  the  matter  of  reduction*  In  rate*  on  agricultural  product*  and 
the  criticism*  that  fell  on  It  on  account  of  the  conference,  behind 
closed  door*,  with  the  railroads  executives  which  was  followed  by 
meetings   in   New   York  of  the  executive*   In   which   the   latter 
formulated  a  program,  which  the  executive*  thought  would   be 
carried  out.    One  of  the  provisions  In  that  plan  was  the  substitu- 
tion of  the  general  redaction  for  the  heavier  reduction*  In  rate* 
on  grain  and  grain  product*  In  the  west.     Notwithstanding  the 
distinct   impression  of  the  executive*  the  substitution   was  not 
made.    Attention  is  drawn  to  that  recent  Incident  merely  to  rein- 
force the  *ugge*tloD  that  probably  it  will  be  a  lone  time  before 
the  Commission,  in  the  orderly  routine  of  Its  procedure,  can  put 
out  a  complete  consolidation  *cheme.    Every  railroad  in  the  coun- 
try Is  entitled  to  make  a  showing  on  the  subject  because  the  plan 
itlvely   formulated   by    the   Commission   Include*  or  affect* 
every  railroad.  That  statement.  It  is  believed,  shows  how  chi- 
merical may  be  any  Idea  baaed  on  a  theory  that  a  scheme  for 
consolidation   can    be   devised,  and   the   railroad*   persuaded   to 
adopt  It.  In  time  to  have  any  effect  upon  the  existing  rate  sltua 
The  argument  which  Is  to  be  held  February  28  with  a  view 
to  enlightening  the  Commission  aa  to  the  meaning  of  paragraph 
2  of  section  5.  it  Is  suggested,  may  also  enable  the  one  trying 
figure  out   how   soon   general   consolidation   may   be  accom- 
plished     Interminable   fight*   may   be  expected  over  terminal*; 
alone.    The  government,  yielding  to  the  clamor  against  the  big 
packer*,  some  time  ago  placed  a  consent  decree,  requiring  the 
big  packers  to  get  rid  of  their  railroads,  upon  the  Journal  of  the 
supreme  court  of  the  District  of  Columbia.     When  the  packer 
interest  controlling  that  desirable  carrier  property  In  the  heart 
Chicago  found  the  New  York  Central  willing  u>  buy.  every 
other  trunk  line  Joined  in  opposition  thereto.     They  have  paid 
no  more  attention  to  the  protestations  of  fairness  made  In  behalf 
of  the  New  York  Central  than  a*  If  they  could  not  understand 
language  and  Interpreted  the  signs  made  by  the  New  York  <vn 
tral  a*  menace*.    The  question  of  terminals  In  the  big  cltle*.  It 
Is  believed,  will  be  one  of  the  big  stumbling  blocks  In  the  con- 
solidation plan.     Every  railroad  need*  a  certain  amount  of  ter- 
minal trackage,  even  If  It  be  decided  that  in  each  large  city  there 
shall  be  one  terminal  company,  a*  In  St.  Louis.     St.  Louis  has 
made  a*  many  litigation  riots  about  It*  monopolistic  terminal 
It  could   finance,  chiefly  because  It   was  monopolistic.     But 
the  consolidation  program  I*  monopolistic,  so  the  fighting  that 
.  louls  has  done,  by  Inference  from  what  It  Is  now  proposed  to 
do.  is  foolish.     These  few  suggestion*.  It  is  believed,  will  show 
the  utter  impossibility  of  thinking  that  consolidation  will  be  any 
lelp  for  the  situation  now  under  consideration  in  the  Commis- 
sion's general  rate  Inquiry. 


to  commit  against  the  sacred  law  of  competition.  All  those  prais- 
ing the  worthies  mentioned  assume  they  were  for  combination  or 
consolidation  for  consolidation's  sake.  Nothing,  it  is  believed,  is 
farther  from  an  accurate  appaisement  of  what  those  masters  of 
transportation  had  in  mind.  They  wanted  consolidation,  it  is 
believed,  only  of  those  things  which  would  yield  worth  while 
results.  Harriman  wanted  feeders  for  the  Union  Pacific.  It  was 
and  still  is  somewhat  of  a  bridge  or  a  tunnel.  Huntington  wanted 
a  real  transcontinental  system.  Hill  was  also  of  that  mind,  with 
his  eastward  and  westward  extensions  of  the  Great  Northern  on 
the  great  lakes  and  the  Pacific  ocean.  They  thought  about  the 
traffic  that  could  be  commanded  by  means  of  systems  extending 
to  and  from  great  tonnage  centers,  not  merely  systems  that,  from 
an  operating  point  of  view,  would  be  symmetrical.  Nearly  all  con- 
solidation plans  fostered  by  public  authorities  seem  to  think  first 
of  symmetry  and  of  the  economies  to  be  achieved  in  the  operat- 
ing department,  and  physical  properties  over  which  certain  ton- 
nages can  be  sent,  the  theory  being  that  no  matter  what  chaiiK''- 
mlght  be  made  in  financial  affiliations,  the  tonnage  would  remain 
constant.  The  possibility  of  the  public  becoming  contrary  and 
refusing  to  allow  freight  to  go  in  the  ways  appointed  by  public 
servant*  apparently  has  not  been  much  considered.  The  inclina 
tlon  of  those  who  think  the  Hills  and  Harrimans  should  now  be 
canonised  I*  to  think  that  undoubtedly  good  consolidations  could 
be  made  if  far-seeing  men  like  them  were  permitted  to  proceed 
with  mergers  which,  to  them  offered  opportunities  for  profit, 
througlf  not  merely  economies  of  operation  but  also  through  the 
•!•  \  i-lopment  of  traffic  now  moving  in  comparatively  small  volume 
Into  such  volumes  a*  to  afford  backbone  traffic  for  systems  thai 
now  lack  it.  There  are  a  number  of  comparatively  large  ran- 
roads  that  really  have  no  such  traffic.  They  depend  on  a  little 
this  or  a  little  of  that  and  a  little  of  something  else.  They  have 
not  such  a  backbone  t  raffle  as  the  Lehigh  Valley,  for  instance,  or 
th.-  Bessemer  &  Lake  Erie,  so  that  whatever  of  general  traffic 
come*  to  them,  the  revenues  therefrom  will  be  practically 


Business  Conditions  Better.— Kugene  Meyer.  Jr.,  managing 
director  of  the  War  Finance  Corporation,  is  willing  to  cert  it  y 
that  President  Harding'*  optimistic  letter  to  the  Minnesota  farm- 
ers and  stockmen,  claiming  Improved  conditions  in  the  basic  agri- 
cultural Industries,  was  not  overdrawn.  Report*  from  the  a.f 
of  the  Corporation,  he  said.  In  commenting  on  the  President's 
letter,  bear  out  the  President's  conclusions.  Among  other  things 
he  said,  corn  is  selling  at  country  elevators  In  Nebraska  for  40 
cents  a  bushel  Instead  of  half  that  amount  as  It  was  four  months 
ago.  Hogs  are  bringing  such  a  price  that  the  farmer  who  fed 
hi*  corn  to  them  Is  realising  80  cents  a  bushel  for  it.  The  cattle 
market,  he  said,  was  no  longer  demoralized;  the  breeding  herds 
are  being  held;  the  young  Block  I*  no  longer  being  sacrificed: 
and  the  feeding  and  fattening  business  Is  proceeding  in  good 
volume  and  with  fairly  satisfactory  returns.  In  addition  cotton. 
he  says.  I*  moving  In  larger  volume  than  usual  at  this  min- 
or the  year,  with  price*  that  are  fairer  to  the  growers.  That 
he  attributed  to  the  co-operative  marketing  organizations,  pat- 
terned after  the  marketing  organizations  In  continental  Kurope 
that  have  been  satisfactory  to  the  agrarian  Interests  of  that  part 
of  the  world.  The  professional  mourner  for  the  farmer  Jeers  at 
such  facts  by  suggesting  that  the  farmer  has  nothing  to  sell  now; 
thai  the  benefit  of  the  Increase  in  prices  goes  all  to  the  despised 
"middleman"  who  took  advantage  of  the  necessities  of  the  farmer 
during  the  harvest  time  and  paid  him  only  half  the  value  of  his 
crops.  Of  course  the  answer  to  that  might  be  that  the  farm- 
er*, by  not  having  any  marketing  organization*  of  their  own  broke 
the  market  when  they  all  rushed  in  demanding  money  for  what 
LbMfcAad  to  sell,  that  very  Instant.  Depositors  In  a  bank  could 

k  their  bank  by  doing  what  the  farmers  did  to  those  whom 
they  have  been  employing  to  market  their  crops.  They  violated 
Dooley's  fundamental  rule  In  banking  of  "don't  all  come  at  once." 
The  same  thing  happens  In  the  stock  market,  the  equally  despised 
Wall  street,  when  the  owners  of  stocks  and  bonds  treat  them  as 
Jonahs,  only  fit  to  be  thrown  overboard  for  what  they  will  bring. 
The  optimists,  those  who  have  faith  In  their  country,  and  a  little 
money  In  the  bank,  buy  the  things  that  are  being  sacrificed. 
When  prices  begin  rising,  the  optimists  who  bought  when  every- 
body else  was  selling  are  denounced  as  crooks,  thieves  and  gam- 
blers in  the  necessaries  of  life.  They  got  no  credit  for  having 
produced  some  money  for  those  who  clamored  for  It  at  any 
price,  nor  for  having  made  It  possible  for  prices  to  take  an  up- 
ward turn  by  holding  what  they  bought  for  little  or  nothing,  until 
i he  consumption  demands  had  outrun  the  supply  to  be  obtained 
from  panic-stricken  souls. 


Consolidation  and  Traffic. — About  every  time  any  one  speaks 

on*olidalion  of  railroads  the  gray  beards  In  the  coterie 

>gln  praising  K    H.  Harriman.  J    J.  Hill  and  Collls  P.  Hunting 

B.  among  the  builders  of  railroads  and  J.  C.  Stubbs  among  the 

>ffic  m»-n.     All.  It  Is  recalled  or  supposed  to  be  recalled,  were 

••T  rnnnolidafinn.    From  that  point  on  It  Is  easy  to  pi' 
the  canonization  of  men  the  public  authorities  of  their  day 
lo  send   to  prison    for   the   sins   they   committed   or   tried 


Scrapping  the  Ship*. — Workmen  thrown  out  of  employment 
through  the  cessation  of  work  on  war  ships,  in  anticipation  of 
the  adoption  of  the  limitation  of  naval  armament  policy,  are  petl- 

>ng  the  authorities  to  hasten  the  adoption  of  a  policy  for 
scrapping  the  ships  that  are  to  be  removed  from  the  navy  list. 
Somebody  has  told  them  the  heavy  battle  ships  and  battle 
cruisers  can  be  cut  up  Into  bits  and  sold  for  re-melting  purposes, 
and  the  light  cruisers  converted  into  merchant  ships.  They 
want  to  help  In  (tie  melancholy  work  of  dignlfledly  doing  to  the 
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American  navy  what  the  Germans  did  to  theirs  in  Scapa  Flow. 
It  is  believed  they  are  destined  to  bitter  disappointment,  even  if 
Henry  Ford  said,  as  reported,  that  he  would  buy  the  battle  ships 
and  melt  them  up  for  making  flivvers.  As  an  advertising  ven- 
ture Ford  could  afford  to  buy  two  or  three  battleships  offered  in 
a  competitive  market  and  go  through  the  motions  of  scrapping 
them  for  remelting  purposes.  In  competitive  bidding  a  $25,000,- 
000  battle  ship  would  probably  bring  $250  just  for  the  advertis- 
ing it  would  give  the  buyer.  As  a  business  proposition  breaking 
up  a  battle  ship  for  re-melting  purposes  would  be  more  ludicrous, 
it  Is  suspected,  than  the  tilting  at  wind  mills  done  by  Don 
Quixote.  It  would  be  like  hiring  $10  a  day  carpenters  to  pick  up 
the  nails  dropped  by  other  $10  a  day  carpenters  while  construct- 
ing an  army  cantonment,  or  the  making  of  gasoline  from  sea- 
weed. All  such  things  could  be  done  but  the  operation  would  be 
i en  times  as  expensive  as  the  operation  of  the  railroads  by  the 
Railroad  Administration,  which  is  something  shippers  know 
something  about.  After  a  $10  a  day  man  had  worked  a  whole  day 
in  reducing  the  armor  plate  of  a  battle  ship  to  scrap,  he  might 
have  enough  scrap  metal  to  sell  for  $8  if  somebody  would  pay 
the  freight  from  the  point  where  he  was  doing  the  work,  to 
Pittsburgh.  The  idea  of  converting  cruisers  into  merchant  ships 
is  as  brilliant  as  solid  ivory  heads  could  produce.  The  cost 
of  converting  one  would  be  greater  than  the  cost  of  buying  three 
or  four  from  the  Shipping  Board,  of  the  thousand  or  more  unem- 
ployed ships  on  its  registers.  The  only  successful  way  to  scrap 
a  war  ship  is  to  take  her  out  and  sink  her  in  deep  water. 


Port  Equalization.— TJie  question  presented  to  the  Commission 
by  its  own  order  in  I.  and  S.  No.  1476,  the  so-called  equalization 
of  south  Atlantic  and  gulf  ports  with  north  Atlantic  ports,  looks, 
to  any  one  having  any  experience  of  politics,  like  one  of  the 
things  that  -had  better  -been  left  alone.  Shippers  in  the  south 
and  middle  west,  it  is  believed,  want  an  equalization.  The 
Pacific  coast,  inasmuch  as  it  might  obtain  a  benefit  therefrom, 
could  be  indifferent  even  if  not  for  the  equalization.  The  east 
and  possibly  the  intermountain  territories,  from  self  interest, 
might  be  expected  to  oppose  the  move.  If  the  Commission  con- 
demns the  proposal  and  forbids  it,  there  is  hardly  any  question 
about  the  matter  being  made  a  matter  of  politics.  Southern  and 
middle  western  senators  have  already  shown  an  interest  in  it. 
Trade  organizations  in  the  middle  west  have  taken  it  up.  The 
only  ground  upon  which  the  Commission  could  forbid  the  equal- 
ization than  could  be  seen  without  the  use  of  glasses  would  be, 
on  the  ground  that  it  might  deprive  the  eastern  and  transcon- 
tinental carriers  of  some  revenue.  The  answer  of  the  lines  of 
the  middle  west  and  south  to  that  contention  was  that  the  lower 
rates  to  New  York  and  the  other  north  Atlantic  ports  were  de- 
priving them  of  the  revenue  to  which  the  geography  of  the  situa- 
tion entitled  them.  That  would  be  enough,  or  more  than  enough 
to  persuade  senators  to  burden  the  mails  with  protests  to  the 
Commissioners  that,  in  their  judgment,  their  constituents  had 
not  been  fairly  treated.  The  fourth  section  has  been  amended, 
not  once,  but  several  times,  because  congress  was  dissatisfied 
with  the  construction  placed  upon  it  by  the  Commission. 

A.  E.  H. 


CLOSING  SESSION  OF  CHAMBER 
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The  resolutions  committee  of  the  National  Council  of  the 
Chamber  of  Commerce  of  the  United  States  referred  to  the 
board  of  directors  of  the  Chamber  for  consideration,  several 
resolutions  proposed  to  the  committee.  The  resolutions  thus 
referred  related  to  the  appointment  of  a  subcommittee  in  the 
chamber's  transportation  department  to  study  problems  of  high- 
way development;  to  opposition  to  any  amendment  of  the  trans- 
portation act  before  a  full  test  under  normal  traffic  conditions, 
and  to  the  relation  of  freight  rates  to  business  conditions. 

Howard  Elliott,  chairman  of  the  Northern  Pacific,  at  the 
closing  session  of  the  meeting  of  the  National  Council,  after 
reviewing  the  financial  condition  of  the  railroads,  said: 

I  was  very  sorry  that  last  night  two  of  the  great  national  figures 
of  this  country,  Mr.  Hoover  and  Mr.  Cummins,  who  are  listened  to,  in 
their  very  admirable  discussion  of  our  difficulties,  were  not  willing  to 
say  even  a  few  words  about  the  necessity  of  labor  sharing  in  the 
deflation  that  is  now  in  process. 

What  is  generally  described  as  labor  has  already  been  hurt  by 
unemployment  and  by  some  reductions  in  wages.  That  does  not, 
however,  yet  affect  the  great  transportation  industry  to  the  extent 
it  should.  If  what  you  want  and  what  I  want  and  what  nearly  every 
economist  wants — a  lower  transportation  charge — is  to  be  obtained. 
It  would  seem  to  me  that  labor,  through  some  of  its  great  leaders, 
ought  to  recognize  that  the  deflation  process  Is  going  on  and  admit 
that  It  is  here  and  allow  a  lower  unit  of  wage  in  many  directions, 
not  only  on  the  railroads  but  in  the  mines  and  In  the  building  trades; 
all  of  which  would  mean  the  employment  of  more  men  and  lower 
unit  prices  on  many  articles  that  are  used  by  all  of  us,  and  thus  tend 
to  reduce  the  cost  of  living. 

Since  the  Adamson  law  was  passed  In  1916,  the  change  in  payrolls 
hag  been  this:  In  191B.  before  the  full  effect  of  the  Adamson  law  was 
felt,  the  total  railroad  pay  rolls  for  the  country  was  $1,408,000,000. 
1-ast  year  it  was  running  at  the  rate  of  $3,698,00(1.000. 

The  last  figures,  arrived  at  by  corrections  and  readjustments  with 
the  government  and  so  on.  show,  for  the  year  1920.  that  out  of  the 
operations  of  the  railroads  the  owners  had  $21.000.000  and  the  pay  roll 
w:is  $3.689,000,000.  or  more  than  180  times  more  than  the  owners  got: 


that  the  Increase  in  labor  alone,  from  1916  to  1920,  was  $2,230,000,000; 
and  that  the  pay  roll  in  1»20  nearly  equaled  the  entire  operating 
expenses  of  all  the  railroads  In  1916,  which  were  $2,357,000,000 

I  claim  that  a  reasonable  policy  of  labor  deflation  would  be  ex- 
tremely helpful,  because  the  wage  bills  of  the  railroads  are  so  large 
a  part  of  their  total  expense*,  and  the  railroads  are  such  heavy  buyers 
of  materials  the  cost  of  which  Is  made  up  so  largely  of  labor. 

On  the  rate  question  itself:  the  rates  are  higher  than  they  ought 
to  be,  and  the  total  is  very  large,  but  the  amount  of  transportation 
is  also  very  large.  The  production  of  transportation  is  extremely 
costly  and  there  is  no  adequate  return  on  the  pl.-mt,  as  I  have  shown 
you.  You  should  also  remember  that  prior  to  the  war  the  general 
level  of  rates  was  not  sufficiently  high  to  protect  this  national  indus- 
try and  there  was  danger  to  everybody — which  danger  exists  today — 
that  the  supply  of  transportation  would  not  be  adequate  for  the  needs 
of  the  country.  The  rates  are  higher  than  they  were  before  the  war, 
but  they  are  still  far  too  low  for  safety,  and  we  are  operating  today 
with  an  indefensible  basis  of  rates— if  the  country  desires  to  continue 
private  operation  and  ownership  of  railroads.  And  you  ought  also  to 
remember  that  this  country  has  not,  because  of  the  changed  condi- 
tions here,  increased  its  transportation  charges  nearly  as  much  as 
any  other  country  where  they  had  to  meet  changed  conditions. 

JURISDICTION  OVER  CONSOLIDATIONS 

The    Traffic    World    Washington   Bureau 

Arguments  on  one  of  the  most  perplexing  questions  before 
the  Commission,  one  that,  it  is  believed,  goes  to  the  vitals  of 
the  desire  of  Congress  to  see  the  railroads  consolidated  into 
big  sj  stems,  under  plans  supervised  by  the  Commission,  will 
be  heard  by  the  Commission  February  28,  in  Finance  Docket 
No.  2186,  In  the  matter  of  the  application  of  the  Pittsburgh  & 
West  Virginia  Railway  Company  for  authority  to  acquire  con- 
trol of  the  West  Side  Belt  Railroad;  and  Ex  Parte  No.  81,  in 
the  matter  of  the  construction  of  paragraph  (2)  of  section  5 
of  the  interstate  commerce  act. 

Importance  attached  to  tne  matter  by  the  Commission  may 
be  inferred  from  the  fact  that  it  served  notice  of  the  argument 
on  Luther  M.  Walter,  attorney  for  the  trunk  lines  that  are  try- 
ing to  prevent  the  acquisition  of  the  Chicago  stock  yard  rail- 
roads by  the  New  York  Central;  Butler,  Lamb,  Foster  &  Pope 
of  Chicago;  Irving  Herriott  of  Chicago;  Root,  Clark,  Buckner 
&  Rowland  of  New  York;  Alfred  A.  Cook  of  New  York;  William 
L.  Marbury  of  Baltimore;  Alfred  P.  Thorn,  Association  of  Rail- 
way Executives;  and  the  American  Short  Line  Railroad  Asso- 
ciation. They  are  not  directly  interested  in  the  effort  of  the 
Pittsburgh  &  West  Virginia  to  suppress  the  separate  organiza- 
tion of  the  belt  line  owned  by  it  so  as  to  simplify  its  bookkeep- 
ing, which  is  the  chief  object  that  has  been  shown  in  the  case 
that  is  to  be  used  for  the  purpose  of  argument.  The  chances 
are,  it  is  believed,  the  Pittsburgh  &  West  Virginia  part  of  the 
case  will  be  unimportant  in  comparison  with  the  Chicago  stock 
yard  phase  of  the  case. 

Reason  for  the  discussion  was  furnished  by  the  fact  that 
some  question  has  arisen  as  to  the  authority  of  the  Commission 
to  deal  with  the  Pittsburgh  situation  under  the  second  para- 
graph of  the  fifth  section.  With  a  view  to  obtaining  light  on 
that  question,  the  Commission  has  asked  those  who  desire  to 
participate  in  the  argument  to  make  answer  to  questions  pre- 
pared by  it.  It  is  understood  the  questions  submitted  for  dis- 
cussion are  those  which  have  arisen  in  the  conferences  among 
the  commissioners.  The  questions  are  as  follows: 

(1)  May  one  carrier  engaged  in  the  transportation  of  passengers 
or  property  subject  to  the  act  acquire  control  of  another  such  carrier 
or  carriers  by  any  of  the  methods  specified  in  paragraph   (2),  section 
5  or  said  act  without  obtaining  the  approval  of  the   Commission,   as 
provided  in  said  paragraph? 

(2)  Does  said  paragraph  (2)  authorize  the  acquisition  by  one  such 
carrier  of  title  to  the  physical  property  of  another  such  carrier  either 
by  deed  or  by  lease  in  perpetuity,  the  transaction  amounting  to  "con- 
solidation   into   single   system    for   ownership   and   operation,"  but  not 
involving  the  creation  of  a  new  corporation  or  change  in  the  corporate 
identity  of  either? 

(3)  May   one    such    carrier   controlling   51    per   cent   of   the   voting 
power  in  another  such  carrier  acnuire  additional  voting  power  by  the 
purchase  of  an   additional  percentage   of   such   other  carrier's  securi- 
ties  without   securing    the    approval    of    the    Commission    under    said 
paragraph? 

(4)  May  one  such  carrier  purchase  less  than  a  controlling  interest 
in  the  securities  of  another  such  carrier  where  such  purchase  will  not 
in  and  of  itself  give  the  purchaser  control  without  securing  such  ap- 
proval under  said  paragraph? 

(5)  May  the  Commission  in  connection  with  an  application  for  au- 
thority   to    acquire    control    by    lease    prescribe    as    a    condition    of    its 
approval  of  said  lease  that  the  applicant  shall  not  during  the  life  of 
said  lease  part  with  its  control  over  the  lessor  previously  acquired  by 
the  acquisition  of  capital  stock? 

(6)  May  the  Commission   in  authorizing  acauisition  of  control  in 
one  manner  prescribe  conditions  with  respect  to  the  exercise  of  control 
in  another  manner? 

7.  What  conditions,  generally,  may  the  Commission  impose  under 
paragraph  (2).  section  5  in  authorizing  the  acquisition  of  control  in  the 
manner  therein  prescribed. 

M.   K.  &  T.  CERTIFICATES 

Authority  has  been  granted  by  the  Commission  to  C.  E. 
Schaff,  receiver  of  the  Missouri,  Kansas  &  Texas  Railway  Co.  of 
Texas,  to  extend  the  maturity  of  $3,000,000  of  receiver's  cer- 
tificates from  February  15,  1922,  to  May  15,  1922.  The  receiver 
said  he  was  without  funds  to  pay  the  certificates  and  that  the 
majority  of  the  holders  of  them  had  agreed  to  their  extension 
to  May  15.  He  said  he  believed  that  by  that  date  the  reorganiza- 
tion of  the  company  will  have  progressed  to  a  point  where  funds 
will  be  available  to  meet  the  certificates. 


February  18, 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  COAL  TO  KANSAS  CITY 

The  Commission,  in  report  on  I.  and  S.  1425.  has  stopped 
what  threatened  to  become  a  rate  war  on  coal,  by  forbidding 
reductions  from  mines  in  Missouri,  Kansas,  Oklahoma  and  Arkan- 
sas and  from  mines  In  Springfield,  Illinois,  district,  to  Kansas 

The  southwestern  lines  proposed  a  cut  of  28.5  cents  on  the 
theory  that  their  rates,  In  relation  to  rates  from  Springfield 
were  too  high.  The  Chicago  &  Alton  met  that  move  by  filing  a 
tariff  also  reducing  rates  by  the  same  amount,  but  it  asked  and 
procured  a  suspension. 

The  Commission  said  it  felt  reductions  of  this  kind  should 
not  be  encouraged  while  it  was  considering  the  question  of 
general  reductions,  especially  when  it  was  admitted  that  reduc- 
tions, if  permitted,  would  mark  the  beginning  of  a  rate  war. 

The  Commission's  prohibition  (mimeographed  without 
opinion  or  page  numbers)  is  a  distinct  move  by  the  regulating 
body  to  prevent  the  sacrifice  of  revenue  by  carriers  In  an 
effort  to  obtain  more  traffic.  It  is  unlike  the  order  in  the  case 
of  the  Detroit.  Toledo  ft  Ironton,  in  which  that  carrier  proposed 

ut  the  rates  on  coal  from  two  districts  In  Ohio  to  Toledo  and 
destinations  in  Michigan  which  had  been  established  by  the 

i  mission.  The  revenue  feature  in  that  case  was  mentioned 
but  It  was  generally  subordinated  to  the  relationship  question. 
In  this  case,  however.  th<-  relationship  question  was  subordinated 
to  the  revenue  question. 

The  issues,  as  stated  in  the  Commission's  report,  drawn  from 
the  contentions  of  the  carriers  were  as  follows: 

The  M>uthweatern  carrier*  a**ert  that  their  present  rale*  mre  not 

tiKinnMt-  and  that  t).  received  under  them  I*  not  excew- 
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COAL  RATES  NOT  UNREASONABLE 

missal  of  the  complaint  has  been  made  by  the  Commis- 
1804.  Tuffll  Bros.  Pig  Iron  ft  Coke  Co.  vs.  Director 
ral.  as  agent,  opinion  No.  7364  No.  66  I.  C.  C..  129-30,  on  a 
UK  that   rates  charged  on  smithing  coal  from  Douglas.  W. 
icstinations  in  Iowa.  Nebraska  and  Wisconsin,  and  on 
from  Jamison,  Pa,,  to  destinations  In  Iowa  and  Wyoming, 
were  not  unreasonable.    The  complaint  covered  shipments  which 
•d  In  the  period  June  26,  1918.  to  March  1.  1920.    The  mm 
•it   was  brought  on   the  theory  that  the  rales  assailed  were 
use  each  factor  of  the  combination  rates  was 
-••axed   in;.'  JH.     As  in  similar  cases  the  ("ommis- 

I  that   in  the  absence  of  other  proof  as  to  unreasonable- 
ness there  was  no  warrant  for  finding  the  rates  unreasonable. 


RATES  ON  SMITHING  COAL 


by  the  Commission  in  dismissing  the  complaint  in  No.  12039. 
Romann  &  Bush  Pig  Iron  &  Coke  Co.  vs.  Director-General,  as 
agent.  Missouri  Pacific  et  al.,  opinion  No.  7360,  66  I.  C.  C.  147-8. 
The  complainant  also  alleged  that  the  present  rates  were  un- 
reasonable and  unduly  prejudicial  to  the  extent  that  they  ex- 
ceeded the  rates  in  effect  prior  to  June  25,  1918,  plus  a  single 
increase  of  40  cents  per  net  ton.  and  asked  the  Commission  to 
prescribe  rates  that  would  permit  the  sacking  of  smithing  coal 
at  St.  Louis  on  the  basis  of  the  general  adjustment  maintained 
prior  to  June  25,  1918.  and  to  award  reparation.  To  grant  the 
complainant  the  future  relief  prayed  for.  the  Commission  said, 
in  so  far  as  its  complaint  has  not  already  been  satisfied  by  vol- 
untary action  of  the  carriers,  would  apparently  require  (he 
••ntry  of  an  order  prescribing  reshipping  rates  or  transit  ar- 
rangements at  St.  Louis.  It  held  that  the  record  did  not  afford 
the  basis  for  such  an  order. 


ii'ling  that   rates  on  smithing  coal  from  mines  In   I',  tin 

•i   .in.  I   tt  >  -r    Virginia,  sacked  at   St.  Ixiuls,  Mo.,  and   for- 

•  tin  in   western  territory  after  June  24.  1918. 

not    unreasonable   or   otherwise    unlawful    has    b-  •  ti    mail' 


RECONSIGNING  CHARGE  ON  GRAIN 

In  a  report  on  No.  10457.  Boston  Chamber  of  Commerce  et 
al.  vs.  Director-General.  Grand  Trunk  of  Canada  et  al.,  opinion 
No.  7358,  66  I.  C.  C.  142-44,  on  reargument,  the  Commission  held 
unreasonable  the  charges  collected  on  carloads  of  grain  recon- 
signed  to  New  England  destinations  after  being  held  at  desig- 
nated "hold  points,"  to  the  extent  the  charges  exceeded  those 
which  would  have  accrued  under  the  rule  prior  to  the  Commis- 
sion's decision  In  the  reconslgnment  case,  47  I.  C.  C.  590,  plus 
the  reconslgnment  charge. 

The  carriers  were  willing  to  make  refund  to  that  basis,  so 
the  finding  gives  formal  approval  to  what  they  confessed  they 
should  have  done  in  the  first  instance.  After  the  decision  in 
the  reconslgnment  case,  the  carriers  Imposed  a  combination  of 
locals  on  the  stuff  which  had  gone  to  the  designated  hold  points, 
on  account  of  constructive  or  actual  placement  of  the  cars,  for 
delivery,  although  the  agents  of  the  carriers  knew  the  cars  were 
not  Intended  for  delivery  at  the  hold  points  and  that  there  were 
no  such  persons  as  the  consignees  at  the  hold  points.  The 
agents  did  that  notwithstanding  the  tadlng  in  the  reconslgn- 
ment case  that  the  New  England  carriers  had  not  justified  their 
proposal  to  withdraw  their  special  arrangements  for  recon- 
Kignlng  grain  and  grain  products  from  the  recognized  hold 
points,  which  were  the  gateways  to  New  England. 

Reparation  Is  to  be  made  to  the  basin  of  the  through  rate 
plus  the  reconslgnment  charge,  in  effect  at  the  time  the  ship- 
ments were  made. 

LUMBER  PENALTY  CHARGE  REMOVED 

("nil  mndltions.  retention  of  the  $10  a  day  penalty 

KP  on  lumber  held  for  reconslgnment  after  the  expiration  nf 
•imralssion    has    held,    would   be   unreasonable 
Therefore,  in  a  report  on  No.  11818.  American  Wholesale  Lum- 
•>n  vn.  Aberdeen  &  Rockflsh,  Director-General  pt  ;il  . 
tin-  Commission  has  required  the  carriers  to  cancel  the  penalty 
tariffs,  not  later  than  March  13.     At  the  name  time  it  told  them 
it  would  give  favorable  consideration  to  applications  for  author- 
ity  to  cancel   the   penalty  tariffs  on   less  than  statutory  notice. 
The  decision   Is  a   reversal  of  the   examiner's   recommendation. 

This  widely  known  rase  was  submitted  to  the  Commission 
February  1.  when  the  attorneys  completed  their  arguments.  The 
WnTnVsslonerx  voted  on  the  question  February  11  and  th- 
port,  in  ralnipocraphed  form,  without  opinion  or  page  numbers, 
was  promulgated  two  days  later.  It  was  disposed  of  with  greater 
speed  than  shown  In  any  easily  recalled  case.  The  speed  may 
b*  due  to  tho  fart  that.  In  one  form  or  another,  the  commission- 
ers  ;  :i  considering  the  questions  Involved  for  more  than 

two  years. 

Only  two  questions  were  really  at  Issue.  The  first  was  as 
to  whether  the  Director-General,  who  Initiated  the  $10  a  day 
penalty  charge,  was  authorized  by  law  to  do  so.  The  second 
was  as  to  whether.  In  view  of  existing  conditions,  its  further 

•it ion  would  or  would  not  be  reasonable. 

to  the  first  question,  raised  by  the  contention  ol  the 
complainants  that  the  language  of  the  federal  control  law  did 
not  authorize  the  Director-General  to  do  what  he  did  when  he 
imposed  the  chart',  the  Commission  said: 

"We  are  of  opinion  that  the  Direetoi  <I.  mTal  was  authorised 
in  inaugurate  any  reasonable  and  just  regulation  and  pra<in" 
which  he  might  find  necessary  to  eliminate  the  abuse  of  ex- 
cessive and  unreasonable  detention  of  freight  cars. 

"The  right   of  the  carriers  to  assess  charges  for  undue  i|. 
tenlion  of  equipment   existed  at  common  law.  and  such  charges 

MOW  published  in  schedule  form  in  accordance  with  the  pro- 
visions  of   the   Interstate   commerce   act.     It   Is   settled   that    WP 
may    require    the    carriers     to     maintain    reasonable    demur: 
charges,  which  are  In  part  compensation  to  the  carriers  for 
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of  their  equipment,  and  in  part  penalties  imposed  on  shippers 
for  detention  of  ears.  A  charge  In  the  nature  of  a  penalty  is  not 
unlawful  if  its  purpose  is  to  secure  for  the  public  a  more  effi- 
cient use  of  equipment.  Where  it  should  not  be  so  high  as 
to  work  an  undue  hardship  upon  the  shipper  who  must  occa- 
sionally pay  it.  It  should  be  sufficient  in  amount  to  accomplish 
the  purpose  for  which  it  is  intended. 

"We  have  in  a  number  of  cases  considered  and  approved 
charges,  established  by  carriers,  which  admittedly  were  In  part 
penalties  to  prevent  detention  of  equipment  by  snippers.  Thus, 
In  American  Paper  &  Pulp  Assn.  vs.  B.  &  O.  R.  R.  Co.,  41  I.  C.  C. 
506,  at  page  512,  we  said: 

A  rule  which  permits  the  shipper  to  use  valuable  facilities  of  the 
carrier  for  unlimited  periods,  while  seeking  to  find  the  markets  for 
the  goods  stored  or  while  waiting  the  convenience  of  the  consumer, 
is  not  a  proper  rule,  and  the  practice,  as  complainant  charges,  is 
beyond  the  function  of  a  common  carrier.  Such  a  practice  may,  and 
often  does,  conflict  with  those  functions. 

"The  lawfulness  of  the  charge  is  further  assailed  on  the 
ground  that,  prior  to  its  establishment,  the  schedules  of  the 
carriers  and  of  the  Director-General  provided  in  substance  that 
freight  might  be  reconsigned  at  the  through  rate  applicable  from 
the  point  of  origin  via  the  reconsignment  point  to  the  final 
destination  without  limit  of  time  within  which  the  reconsign- 
ment must  be  made.  They  contend  that  defendants  have  no. 
right  to  assess  a  penalty  against  the  shipper  for  availing  him- 
self of  .an  arrangement  so  held  out  to  shippers,  and  that  the 
assessment  of  a  penalty  for  the  detention  of  cars  is  a  double 
charge  for  a  single  service,  because  the  demurrage  charges  at 
the  time  the  penalty  charge  was  made  effective  had  been  in- 
creased to  care  for  the  identical  emergency  for  which  the  penalty 
charge  was  established. 

"The  contention  that  a  double  charge  was  made  for  a  single 
service  was  advanced  in  N.  Y.  Hay  Exchange  Assn.  vs.  P.  R.  R. 
Co.,  14  I.  C.  C.  178,  and  again  in  the  case  of  New  York  &  New 
Jersey  Produce  Co.  vs.  R.  R.  Co.,  49  I.  C.  C.  93,  where  the  assess- 
ment of  track  storage  charges,  in  addition  to  demurrage  charges, 
was  attacked.  In  both  cases  we  found  against  the  contention. 
A  charge  is  not  necessarily  unlawful  because  it  is  made  up  of 
two  separately  published  charges.  The  real  question  is  as  to 
the  propriety  of  the  aggregate  charge." 

As  to  the  reasonableness  of  the  charge  at  the  present  time, 
the  Commission  said: 

"A  railroad's  function  is  to  move  traffic.  The  furnishing  of 
storage  is  not  a  primary  function.  The  free  time  provided  for 
loading,  unloading  and  reconsignment  has  been  fixed  as  the 
reasonable  time  within  which  cars  should  be  released  and  made 
available  for  further  movement.  The  shipper  has  no  inherent 
right  to  detain  a  car  beyond  the  free  lime,  and  thus  prevent  it 
from  being  used  for  transportation  by  other  shippers.  Car 
shortages  have  resulted  in  incalculable  loss  in  the  past  both  to 
the  carriers  and  the  shipping  public  as  a  whole,  and  when  it 
appears  that  shippers  detain  cars  for  purposes  other  than  those 
necessary  for  proper  transportation  the  carriers  are  justified  in 
taking  steps  to  prevent  such  abuses. 

"We  find  that  conditions  existing  at  the  time  warranted  the 
establishment  of  the  penalty  charge  and  that  it  was  not  un- 
reasonable or  otherwise  unlawful.  There  is  now  a  large  surplus 
of  serviceable  empty  cars,  and  generally  speaking  no  congestion 
in  the  country.  In  the  past  car  shortages  at  times  have  followed 
quickly  upon  periods  of  car  surplus.  It  is  impossible  to  fore- 
cast the  continuance  of  present  conditions,  or  what  will  be  the 
conditions  when  the  normal  stride  in  business  is  reached.  We 
are  of  the  view  that  there  is  no  justification  for  the  charge  at 
the  present  time  and  we  find  that  while  present  conditions  con- 
tinue  it  is  and  will  be  unreasonable. 

"The  respondents  in  the  suspension  case  have  justified  the 
cancellation  of  the  penalty  charge. 

"It  should  be  clearly  understood  that  our  approval  of  the 
elimination  of  the  charge  at  this  time  is  based  solely  on  existing 
conditions,  and  is  not  to  be  construed  as  an  inhibition  on  the 
carriers  to  publish  penalty  charges  in  the  future  if  and  when 
conditions  warrant." 

A  number  of  smaller  questions  were  raised  in  the  case  and 
disposed  of.  They,  however,  did  not  go  to  the  heart  of  the  mat- 
ter. One  of  the  subsidiary  questions,  as  set  forth  by  the  Com- 
mission, and  disposed  of  by  it  was  "the  proposal  of  the  Chicago, 
Peoria  &  St.  Louis  Railroad  Company  to  cancel  the  $5  reconsign- 
ment charge  on  lumber  when  instructions  are  received  prior  to 
arrival  of  car,  and  to  reduce  the  charge  from  $7  to  $3  when 
instructions  are  received  after  arrival  of  car.  Little  evidence 
was  produced  with  respect  to  the  changes  in  reconsignment; 
charges  thus  proposed.  The  charges  of  $5  and  |7  now  in  effect 
are  generally  uniform  on  all  railroads  throughout  the  country 
and  were  approved  by  us  in  the  reconsignment  case.  This  re- 
spondent's traffic  manager  testified  that,  in  his  opinion,  the  pro- 
posed charges  were  compensatory,  but  admitted  that  he  had 
made  no  close  study  as  to  the  service  rendered  under  recon- 
signment. Upon  the  record  before  us  we  are  of  opinion  and 
find  that  this  respondent  has  not  justified  its  proposed  schedule." 

Another  matter  that  arose  in  the  case  was  the  proposal  of, 
the  Toledo,  St.  Louis  &  Western  to  reduce  the  reconsignment 


charge  |3  irrespective  of  the  time  when  instructions  might  be 
received.  The  Commission  said  the  lawfulness  of  that  tariff  was 
not  in  issue. 

It  also  announced  it  would  retain  jurisdiction  over  the  sub- 
numbers  to  give  the  complainants  an  opportunity  to  present 
evidence,  if  they  desired,  as  to  whether  the  charges  were  or 
were  -not  applicable  under  the  tariffs,  some  question  as  to  the 
legality  of  the  tariffs  having  been  raised. 

The  report  in  the  formal  case  covered  not  only  the  sub- 
numbers,  of  which  the  Commission  retained  jurisdiction,  but 
also  I.  and  S.  No.  1421,  Penalty  Charges  on  Lumber  Held  for  Re- 
consignment.  The  sub-numbers  in  which  the  Commission  re- 
tains jurisdiction  for  the  purpose  indicated  are  as  follows: 

Sub-No.  1,  Van  Cleave  Saw  Mill  Co.  vs.  Director-General,  as 
agent;  No.  2,  George  W.  Miles  Timber  &  Lumber  Co.  vs.  same; 
No.  3,  Berthold  &  Jennings  Lumber  Co.  vs.  same;  No.  4,  Robert 
Kamm  Lumber  Co.  vs.  same;  No.  5,  The  Nicola,  Stone  &  Myers 
Co.  vs.  same;  No.  6,  The  Myers-Parsons  Lumber  Co.  vs.  same; 
No.  7,  Union  Wholesale  Lumber  Co.  vs.  same;  No.  8,  Burnaby 
Bros.  Lumber  Co.  vs.  same;  No.  9,  Chicago  Lumber  &  Coal  Co.  vs. 
same;  No.  10,  South  Arkansas  Lumber  Co.  vs.  same;  No.  11,  W. 
T.  Ferguson  Lumber  Co.  vs.  same;  No.  12,  Gloor-Oatmann  Lum- 
ber Co.  vs.  same;  and  No.  13,  Western  Lumber  Co.  vs.  same." 


NEW  ENGLAND  DIVISIONS  INCREASED 

The    Traffic    World    Washington   Bureau 

A  15  per  cent  increase  in  divisions  of  class  rates  and  com- 
modity rates,  dividing  on  the  class  rate  basis,  estimated  to  yield 
about  $7,500,000  a  year,  has  been  given  the  New  England  lines 
by  the  Commission  reversing  itself  in  No.  11756,  Bangor  &  Aroo- 
stook  et  al.  vs.  Aberdeen  &  Rockflsh  et  al.,  opinion  No.  7372, 
66  I.  C.  C.  196-215.  The  higher  divisions  are  to  become  operative 
not  later  than  March  1.  The  case  was  decided  January  30,  but 
the  opinion  was  not  made  public  until  February  14. 

A  dissent  was  written  by  Comimission  Hall.  He  suggested 
the  decision  was  founded  on  the  theory  that  the  New  England 
carriers  needed  the  money  and  the  Commission  thought  it  should 
give  it  to  them.  Commissioner  Daniels  also  dissented,  but  his 
dissenting  views  were  not  so  pointed  in  terms  as  those  of  Mr. 
Hall.  He  confined  himself  almost  wholly  to  the  assertion  that 
nothing  had  come  out  on  reargument  that  had  not  been  said  at 
the  first  argument,  and  the  theory  of  the  Commission  that  a 
•wholesale  division  case,  such  as  this  one,  could  be  disposed  of  in 
the  same  way  a  general  rate  increase  or  reduction  case  could 
be  handled. 

Commissioner  Esch  also  dissented,  but  wrote  no  separate 
views. 

Commissioner  Potter  wrote  a  concurring  opinion.  He  pre- 
sented the  view  that,  in  increasing  the  divisions  for  the  New 
England  carriers,  the  Commission  was  not  taking  something  from 
the  carriers  west  of  the  Hudson  to  which  they  were  entitled, 
because,  when  it  allowed  the  general  increase  under  Ex  Parte 
74  it  could  have  directed  that  a  certain  portion  of  the  increase 
should  go  to  the  New  England  carriers  and  a  certain  portion 
to  those  west  of  the  stream;  in  other  words,  that  carriers  can- 
not acquire  vested  rights  in  a  general  level  of  rates  or  divisions 
thereof  any  more  than  a  shipper  can  acquire  such  rights. 

A  peculiar  fact  in  connection  with  the  case  is  that  the 
Bangor  &  Aroostook,  the  principal  complainant,  is  not  to  receive 
the  benefit  thereof.  It  was  excluded,  the  Commission  said,  be- 
cause it  had  not  put  any  facts  into  the  record  as  to  the  divisions 
it  had  been  receiving. 

The  15  per  cent  increase  in  division  is  not  to  be  made  by  a 
simple  arithmetical  calculation  whereby  15  per  cent  is  to  be 
added  to  the  division  of  each  New  England  carrier.  As  to  divi- 
sions of  the  New  England  carriers  that  in  dollars  and  cents  are 
less  than  the  divisions  to  carriers  west  of  the  Hudson  River  the 
new  divisions  are  to  be  115  per  cent  of  the  ipresent  ones.  As  to 
divisions  to  the  New  England  carriers,  which  are  greater  than 
to  the  carriers  west  of  the  Hudson,  the  addition  to  the  New 
England  divisions  is  to  be  15  per  cent  of  the  division  at  present 
accruing  to  the  western  carrier  or  carriers.  The  rule  for  divid- 
ing joint  rates  is  to  apply  to  class  rates  and  commodity  rates 
dividing  on  the  basis  used  in  dividing  class  rates.  The  decision 
does  not  affect  coal,  coke,  fluid  milk,  and  some  other  traffic  as  to 
which  there  was  no  testimony  by  the  New  England  carriers. 

The  Commission  decided,  after  this  reargument,  that  it  could 
deal  with  the  divisions  in  the  same  way  that  it  handled  general 
rate  cases.  In  preparation  for  the  announcement,  in  its  report, 
of  the  theory  on  which  it  could  dispose  of  the  matter  in  the  man- 
ner indicated  it  called  attention  to  the  fact  that  in  Ex  Parte  74 
it  pointed  out  that  while  the  New  England  carriers  had  been  in- 
cluded in  the  eastern  group  and  had  been  subjected  to  the  per- 
centage of  increase  for  that  group  the  evidence  as  to  the  dis- 
proportionate needs  of  the  New  England  lines  made  it  desirable 
that  the  carriers  give  careful  consideration  to  the  divisions  of 
joint  rates  accruing  to  the  New  England  lines.  It  further  said 
the  evidence  in  this  case  indicated  that  the  financial  needs  of  the 
New  England  lines  were  not  ascribable  to  the  low  level  of  their 
local  freight  rates  or  their  low  passenger  fares.  It  discussed 
also  the  case  which  resulted  in  the  promulgation  of  the  so- 
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called  Anderson  scale  and  also  a  case  involving  intrastate  rates, 
in  each  of  which  it  allowed  the  carriers  to  take  steps  to  remove 
from  themselves  the  reproach  which  theretofore  could  have  been 
justly  laid  upon  them  of  maintaining  local  rates  inadequate  as 
compensation  for  the  services  performed  by  them.  Discussing 
the  subject  the  Commission  said: 

"In  the  cases  involving  intrastate  rates  which  followed  this 
general  increase  of  1920  it  has  been  customary  to  supplement 
our  general  findings  by  the  following  reservation: 

These  finding!  are  without  prejudice  to  the  right  of  the  authorities 
of  the  KtHt.  nf  •  •  •  .  or  of  any  other  party  In  interest  to  apply.  In 
tin'  proper  manner,  for  a  mollification  of  our  finding  and  order  as  to 
any  specific  intrastate  rate*,  fare*  or  charges  on  the  ground  that  the 
latter  are  not  related  to  the  interatate  ratea.  fare*  and  charge*  In  such 
a  way  a*  to  contravene  the  provisions  of  the  Interstate  commerce  act. 

"Likewise,  In  Rates  on  Grain,  Grain  Products  and  Hay,  64 
I.  C.  C.  85,  where  percentage  reductions  in  the  rates  on  grain, 
grain  products  and  bay  in  the  territory  west  of  the  Mississippi 
River  were  ordered,  we  were  not  deterred  by  the  fact  that  such 
reductions  might,  and  pobably  would,  leave  certain  Individual 
rates  unreasonably  low  and  others  unreasonably  high.  In  all 
such  general  rate  cases  we  bare  realized  and  have  held  that 
if  we  were  required  to  consider  the  justness  and  reasonableness 
of  each  Individual  rate,  the  law  would  In  effect  be  nullified 
and  the  Commission  reduced  to  a  state  of  administrative 
paralysis. 

"Is  there  good  reason  why  a  similar  policy  should  not  be 
pursued  when  parts  of  rates,  1.  e.,  divisions,  are  in  issue?  Mani- 
festly there  is  need.  In  the  case  now  before  us.  for  a  thorough 
revision  of  divisional  arrangements  upon  a  more  logical  and 
systematic  basis.  Manifestly,  also.  If  a  horizontal  Increase  Is 
made  before  this  revision  takes  place,  the  result  may  be  to 
leave  certain  divisions  too  high  and  others  too  low.  But  In  this 
respect  the  results  flowing  from  the  general  Increase*  or  re- 
ductions In  rates  which  we  have  frequently  authorized  have 
been  paralleled.  Moreover,  any  comprehensive  revision  upon 
a  logical  and  systematic  basis  can  be  consummated  only  after 
many  months  of  labor  and,  very  probably,  only  after  further 
prolonged  recourse  to  us.  In  the  meantime  the  New  England 
lines  will  be  denied  even  a  portion  of  the  relief  to  which  the 
record  Indicates  that  they  are  entitled  and  which  the  public 
Interest  clearly  requires. 

It  has  been  suggested  that  when  we  authorize  a  horizontal 
Increase  In  rates  any  shipper  who  may  thereby  be  subjected, 
in  a  particular  case,  to  the  payment  of  unreasonable  charges 
has  the  opportunity  to  obtain  an  award  of  reparation.  But  such 
an  award  cannot  be  obtained,  as  a  rule,  without  expense;  and, 
furthermore  If  similar  general  relief  were  granted  In  a  divi- 
sions case,  the  opportunity  would  likewise  be  open  to  any  Indi- 
vidual defendant  carrier  to  complain  at  once  of  Its  own  divisions, 
and.  upon  proper  showing,  to  obtain  a  revision  dating  bark 
to  the  filing  of  Its  complaint.  It  may  be  noted  that  where  a 

ral  reduction  of  rates  Is  ordered,  as  In  Ratea  on  Grain, 
Grain  Products,  and  Hay.  supra,  no  similar  opportunity  Is 
afforded  In  Pittsburgh  *  W.  Va.  Ry.  Co.  vs.  P.  A  U  E.  R.  R. 

supra,  and  East  Jersey  R.  R.  *  T.  Co.  vs.  C.  R.  R.  Co. 
<>r  N  .'•:::'  we  prescribed  blanket  Increases  of  dlvl- 

-  wirhout  considering  the  separate  division*  of  the  numer- 
ous defendant  carriers. 

••n  further  consideration  we  are  of  the  opinion  that  In 
a  case  Involving  divisions  we  may.  when  the  public  Interest  so 
requires,  grant  Immediate  relief  subject  to  later  readjustment*. 
as  we  have  done  In  cases  Involving  general  Increases  or  reduc- 
tions In  rate*.  Otherwise,  we  shall  fall  to  do  substantial  Justice. 
The  act  requires  a  practical  administration,  and  prompt  action 
where  that  Is  necessary  In  the  public  Interest.  In  our  former 
report  we  recognized  the  need  for  a  revision  of  the  division*. 
The  course  of  action  suggested  In  that  report  having  failed  to 
produce  prompt  relief,  we  must  adopt  another,  justified  by  the 
record,  which  will  accomplish  what  Congress  Intended  should 
be  accomplished. 

are   of   the   opinion,    therefore,   that    some    immediate 

f  may  properly   be  granted   to  complainants,   pending   revl- 

»f  the  existing  divisions  upon  a  more  logical  and  systematic 
basis:  but  that  relief  should  be  held  within  conservative  limits. 
Tli.-  New  England  lines  are  In  part  responsible  for  the  diffi- 
culties which  Hi-  case  presents  because  of  their  failure  until 

ntly  to  give  the  attention  and  study  to  their  divisional 
arrangements  of  which  these  have  plainly  been  In  need.  It 
remains  to  determine  what  form  this  immediate  relief  should 
take" 

As  to  the  measure  of  relief  and  the  method  for  bringing  It 
about.  Hi-'  commission  said: 

"In  one  of  their  exhibits  complainants  showed,  for  a  con- 
structive year  ended  October  31.  1919.  the  revenues  accruing 

•cm  on  so-called  merchandise  traffic  Interchanged  with  con- 

ng  lines  and  the  revenue  accruing  to  the  other  carrlem 
participating  In  the  same  traffic  This  covers  traffic  other  than 
coal  and  coke.  Eliminating  interchange  with  Canadian  lines, 
the  total  revenue  on  this  merchandise  traffic  was  f  117.118.424. 
and  of  this  amount  I37.S74.23I.  approximately  one-third,  accrual 

omplainanls.  and  the  remainder.   $79.111.193.  approximately 


two-thirds,  to  connections.  In  the  presentation  of  their  case 
in  Increased  Rates,  1920,  supra,  the  carriers  showed  that  prior 
to  the  increase  of  wages  in  1920  the  New  England  lines  re- 
quired an  increase  of  about  47.5  per  cent  in  their  freight  reve- 
nues to  meet  their  needs  while  the  other  carriers  in  the  eastern 
group  required  but  28  per  cent.  It  was  testified  that  the  in- 
creases which  we  subsequently  authorized  averaged  about  37 
per  cent  throughout  the  eastern  group.  If  it  had  been  possible 
to  provide  at  that  time  that  one-half,  instead  of  one-third,  of 
this  increase  on  the  merchandise  interchange  traffic  should 
accrue  to  the  New  England  lines  because  of  their  greater  needs, 
they  would  have  been  benefited  to  the  extent  of  about  $7.500,000 
additional  per  year,  and  no  one,  we  think,  would  have  regarded 
such  a  distribution  of  the  Increase  as  unfair  under  the  circum- 
stances. This  amount,  moreover,  falls  well  below  any  estimate 
of  the  disproportionate  burden  which  the  New  England  lines 
have  suffered  In  the  past  three  years  by  reason  of  the  extraor- 
dinary changes  in  rates  and  wages." 

"An  increase  of  this  amount  in  the  divisions  received  by  com- 
plainants would  manifestly  be  of  benefit  to  them  far  greater  than 
the  detriment  to  their  western  connections.  To  illustrate  this: 
If  the  railway  operating  income  of  complainants  had  been  in- 
creased by  $7,600,000  In  the  12  months  ended  September  30, 1921, 
their  deficit  of  0.87  per  cent  on  investment  would  have  been 
converted  to  an  Income  of  0.04  per  cent,  while  if  the  railway 
operating  Income  of  the  other  lines  in  the  eastern  group  had 
been  .decreased  by  a  like  amount,  the  result  would  have  been 
cnly  a  reduction  In  the  amount  earned  on  Investment  from  2.85 
per  cent  to  2.76  per  cent.  It  further  develops  that  if  the  divi- 
sions now  received  by  complainants  on  this  merchandise  traffic 
were  increased  by  15  per  cent,  subject  to  the  limitation  herein- 
after set  forth,  the  result,  as  nearly  as  can  be  estimated,  would 
be  an  Increase  In  revenue  of  not  exceeding  $7.500,000. 

find,  therefore,  that  the  divisions  of  the  joint  class  rates 
here  under  consideration  and  of  the  similar  joint  commodity 
rate*  which  divide  on  the  class  rate  basis,  other  than  those  In 
which  complainant,  the  Bangor  A  Aroostook  Railroad  Company, 
participates,  will  for  the  future  be  unjust,  unreasonable  and 
Inequitable  to  the  extent  that  complainants'  divisions  thereof 
rhall  be  less  than  115  per  cent  of  their  present  divisions,  except 
In  cases  where  their  present  divisions  are  greater  than  the  divi- 
sions accruing  to  defendants.  In  which  cases  the  aforesaid  divi- 
sions will  for  the  future  be  unjust,  unreasonable  and  inequitable 
M  the  extent  that  complainants'  divisions  shall  be  less  than 
their  present  divisions  plus  15  per  fent  of  the  divisions  now 
accruing  to  defendants.  We  further  find  that  the  just,  reason- 
able and  equitable  divisions  to  be  received  by  the  several  other 
carriers  participating  In  the  aforesaid  joint  rates  will  for  the 
future  be  the  amounts  remaining  of  the  Joint  rates  over  and 
above  the  divisions  so  to  be  received  by  complainants,  to  be 
divided  among  them  as  they  may  agree,  or.  falling  such  agree- 
ment, as  may  be  determined  by  us  upon  application  therefor. 

enjoin  upon  complainants  and  defendants  the  necessity 
for  proceeding  as  expedltlously  as  possible  with  the  revision  of 
divisions  upon  a  logical  and  systematic  basis  which  we  recom 
mended  In  our  former  report;  and  In  order  that  delay  In  th\< 
process  may  be  rednced  to  a  minimum,  we  make  the  following 
additional  recommendation: 

"Instead  of  attempting   to  cover  the  entire   field   at   once. 

tin  Important  traffic  of  comparatively  simple  characteristic 
should  be  selected  and  attention  concentrated  In  the  first  Instance 
upon  the  divisions  of  the  rates  upon  such  traffic  In  order  that  -i 
suitable  guide  for  the  revision  of  other  divisions  may  as  soon  as 
possible  be  provided.  For  example,  the  class  rates  applying  <bc 
tween  Boston  and  Chicago  and  other  typical  points  of  traffic  Im- 
portance In  official  territory  might  be  selected,  the  rates  on  Iron 
mod  steel  from  Pittsburgh,  the  rates  on  fresh  meat  from  Chi- 
cago, and  the  rates  on  cement  from  producing  points  Into  New 
England.  In  making  a  study  of  such  specific  rates,  every  effort 
should  be  made  to  ascertain  with  such  approximate  accuracy  as 
may  prove  possible  the  respective  costs  of  the  service  per- 
formed by  the  various  participating  carriers.  Including  In  such 
costs  a  fair  share  of  the  charges  attributable  to  taxes  and  a 
reasonable  return  upon  the  property.  The  other  elements  men 
tionecl  In  the  statute.  In  addition  to  mileage,  should  likewise  be 
considered.  In  case  of  Inability  to  agree  upon  the  divisions  of 
-uch  rates,  the  question  may  be  presented  to  us  In  advance  of  the 
consideration  of  other  specific  divisions." 

Commissioner  Hall  In  his  dissent  pointed  out  that  the  order 
runs  against  every  carrier  west  of  the  Hudson  and  that  some 
of  the  joint  rates  apply  from  the  Gulf  and  Pacific  coast  to  New 
Kngland  and  that  the  carriers  Involved  as  defendants  are  of, 
varying  degrees  of  prosperity  and  financial  adversity.  Said  he: 

"Yet  all  of  these  defendants,  without  exception,  are  here  re- 
quired to  yield  up  to  some  New  Kngland  roads  shares  greater 
by  15  per  cent  than  those  which  they  have  agreed  upon  among 
themselves.  No  attempt  is  made  to  ascertain  the  effect  upon  <U- 
fendants  of  this  requirement,  or  to  ascertain  whether  the  shares 
remaining  to  Iliem  of  the  joint  earnings  will  be  just,  reasonable. 
and  equitable.  There  Is  not  even  a  perfunctory  compliance  with 
the  mandates  ni  the  statute  In  tbat  regard.  The  record  affords 
no  basis  for  It  The  one  outstanding  fact  in  the  report  Is  that 
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in  the  opinion  of  the  majority  the  complainants  need  the  money. 
Perhaps  the  defendants  need  the  money  as  much,  and  have  a 
better  right  to  it.  On  that  we  get  little  light  and  no  facts  on 
which  to  exercise  a  judgment.  What  are  the  rates  to  be  divided, 
what  is  the  important  tonnage  which  moves  at  those  rates  and 
on  which  the  important  earnings  are  made,  what  are  the  respec- 
tive services  performed  by  the  participants  in  effecting  the  move- 
ment, what  are  the  cost  and  value  of  those  services,  and  what 
the  present  divisions  here  condemned?  The  report  gives  no 
answer." 

Commenting  upon  the  Commission's  theory  that  it  could 
dispose  of  the  case  in  the  same  way  that  it  has  handled  general 
rate  cases,  Mr.  Daniels  said: 

"To  me  it  seems  that  there  is  an  insurmountable  antithesis 
between  prescribing  rates  for  carriers  as  a  whole,  and  establish- 
ing divisions  between  the  several  carriers  participating  in  joint 
rates.  The  fact  that  general  rate  levels  as  well  as  divisional 
arrangements  may  be  affected  by  a  public  interest  does  not  as- 
similate our  powers  in  the  respective  premises.  In  short,  I  do 
not  believe  that  the  complainants  have  brought  themselves  with- 
in (lie  terms  of  the  sections  of  the  statute  which  they  invoke." 

In  his  concurrence  Commissioner  Potter  said: 

"The  majority  report  now  filed  requires  no  taking  from  the 
respondents  of  anything  that  belongs  to  them.  It  proposes  only 
to  insure  a  disposition  of  joint  earnings  necessary  to  promote 
the  purpose  for  which,  under  the  transportation  act,  the  earnings 
were  authorized  to  be  collected  from  shippers.  The  result  of  Ex 
Parte  74  was  to  establish  anew,  under  the  transportation  act,  the 
basis  of  rates  and  fares,  the  carrier  revenues  to  be  enjoyed  there- 
from to  be  appropriated  ^s  the  act  contemplates.  Increased  col- 
lections from  shippers  were  authorized.  They  were  authorized 
primarily  in  the  public  interest  to  insure  transportation  through- 
out the  nation.  In  our  decision  in  Ex  Parte  74  we  could,  within 
the  law  and  with  all  propriety,  then  have  directed  a  distribution 
of  the  increase  in  line  with  the  needs  of  the  various  carriers  if 
they  were  properly  to  serve  the  public  interest.  We  perhaps 
should  have  done  this.  To  have  done  so  would  not  have  been 
to  take  from  any  line  anything  that  belonged  to  it.  No  carrier 
is  entitled  to  earnings  except  as  they  fit  the  purpose  for  which 
the  earnings  are  authorized.  Railways,  in  furnishing  transpor- 
tation, perform  a  governmental  function  and  are  subject  to  regu- 
lation and  control.  I  understand  the  theory  of  the  transportation 
act  to  be  that  the  Congress  lawfully  may  prescribe  conditions 
upon  which  the  performance  of  that  function  may  be  continued, 
not  infringing  upon  the  right  to  earn  a  fair  return;  that  earn- 
ings allowed  are  in  the  nature  of  compensation  for  services  and 
should  be  neither  more  nor  less  than  fair;  and  that  an  important 
aim  of  the  transportation  act  was  to  prevent  certain  carriers 
from  receiving  more  than  they  are  entitled  to  or  need,  and  to 
insure  that  other  carriers  will  receive  their  needs.  The  virtue 
of  the  act  largely  will  depend  on  whether  we,  as  the  agency  of 
the  Congress,  can  accomplish  that  stability  of  income  essential 
to  justify  its  limitation.  To  provide  as  a  part  of  an  authoriza- 
tion to  collect  a  particular  return  that  a  portion  of  the  collec- 
tion shall  be  devoted  to  a  particular  purpose  is,  in  substance, 
an  authorization  to  the  carrier  to  itself  receive  and  enjoy  the 
remainder,  and  does  not  infringe  in  any  way  upon  any  of  its 
rights.  It  is  fair  and  proper  that  all  shippers  interested  in 
transportation  should  share  in  the  burden  of  maintaining  it.  It 
is  legal  and  proper  that  a  carrier  performing  a  governmental 
function  be  required,  in  addition  to  collecting  the  moneys  to 
which  it  is  entitled,  to  also  serve  as  the  agent  to  collect  funds 
to  which  other  carriers  are  entitled.  Such  is  the  spirit  of  the 
transportation  act,  as  I  understand  it,  which  we  are  bound  to 
apply,  and  such  is  the  definition  of  our  power  to  effectuate  the 
act.  What  we  might  have  done  in  Ex  Parte  74  we  may  do  now." 


or  in  comparison  with  other  rates  on  coal.  It  reiterated  its  find- 
ings in  many  other  cases  that  the  application  of  general  increases 
to  the  several  factors  does  not,  in  and  of  itself,  warrant  a  con- 
demnation of  the  increased  aggregate  rate. 


REPARATION  ON  WOOD  PIPE  DENIED 

Reparation  has  been  denied  by  the  Commission  in  No.  12075, 
American  Wood  Pipe  Co.  vs.  Director-General,  as  agent,  Oregon- 
Washington  Railroad  &  Navigation. Co.  et  al.,  opinion  No.  7364, 
66  I.  C.  C.  155-6,  owing  to  failure  of  complainant  to  prove  pay- 
ment of  charges  on  two  carloads  of  wooden  pipe  shipped  in 
January,  1918,  from  Tacoma,  Wash.,  to  Webak  and  Still,  Ore. 
charges  were  collected  at  the  applicable  joint  class  C  rates  of 
47  and  49  cents  to  Webak  and  Still,  respectively.  The  Commis- 
sion found  that  these  rates  were  unreasonable  to  the  extent  that 
they  exceeded  the  aggregates  of  the  intermediate  rates  contem- 
poraneously in  effect,  or  44  and  46  cents. 


COAL  TO   IOWA   AND   NEBRASKA 

The  Commission  has  dismissed  I  lie  complaint  in  No.  11675, 
Nye  Schneider  Fowler  Co.  vs.  Director  General,  as  agent,  C.  & 
N.  \V.  et  al.,  opinion  No.  7359,  ««  I.  C.  ('..  1-1 5-G,  on  a  finding  that 
rates  on  coal  from  points  in  Colorado,  Wyoming,  Kansas  anil 
Arkansas  to  destinations  in  Iowa  and  Nebraska  were  not  unrea- 
sonable. The  shipments  moved  in  the  period  from  July  to  No- 
vember, 1918.  The  complaint  grew  out  of  the  increase  on  June 
25,  191S,  under  G.  O.  No.  28  of  each  factor  composing  the  com- 
binations. The  Commission  said  the  complainant  offered  no  evi- 
dence to  show  that  th"  rates  assailed  were  unreasonable  per  se 


DELIVERY  OF  FRUIT  AT  NEW  YORK 

A  holding  that  the  carrier  had  not  justified  its  proposals  in 
full,  has  been  made  by  the  Commission,  in  a  report  on  I.  and  S. 
No.  1420,  Fruits  and  Vegetables  to  Duane  Street,  New  York, 
opinion  No.  7356,  66  I.  C.  C.,  135-9.  The  Erie  proposed  to  increase 
the  proportional  rates  on  fruits  and  vegetables  from  the  New 
Jersey  terminals  of  the  Erie,  to  Duane  street  in  New  York,  so 
as  to  make  $51  the  per  car  minimum,  and  to  increase  terminal 
charges  at  Duane  street  by  amounts  ranging  from  2.5  to  4  cents 
per  100  pounds. 

The  present  proportional  is  $30  per  car.  The  Commission 
found  the  Erie  had  justified  the  proposal  to  the  extent  it  may 
increase  it  to  $40  per  car,  on  five  days'  notice.  That  charge 
includes  unloading  at  destination.  The  charge  will  be  $40  on 
fruits  and  vegetables. 

As  to  the  terminal  charges,  the  Commission  held  the  carrier 
had  not  justified  the  increases.  It  said  the  carriers  had  volun- 
tarily maintained  the  existing  charges  for  many  years  as  a 
•blanket  and  had  not  shown  any  fact  with  regard  to  them  other 
than  that  they  had  not  been  increased  when  the  through  rates  on 
California  fruits  were  raised. 


REPARATION    ON    FIR    PILING 

An  award  of  reparation  has  been  made  by  the  Commission  in 
No.  12097,  George  F.  Ambrose  vs.  Director-General,  as  agent, 
opinion  No.  7363,  65  I.  C.  C.,  1G3-5,  on  a  finding  that  the  charges 
applicable  on  triple  loads  of  fir  piling  from  Kulshan  to  Belling- 
ham,  Wash.,  during  federal  control,  were  unreasonable  to  the 
extent  that  they  exceeded  charges  that  would  have  accrued  on 
the  basis  of  a  minimum  weight  of  33,000  pounds  for  each  car 
used,  subject  to  a  minimum  charge  of  $15  per  car. 


INDIANA  COAL   RATES 

On  a  finding  that  rates  on  bituminous  coal  from  mines  in 
the  Linton  group  in  southwestern  Indiana  to  destinations  in  In- 
diana northeast  of  Indianapolis  during  the  months  of  June  to 
October,  1918,  were  not  unreasonable,  the  Commission  has  dis- 
missed the  complaint  in  No.  11533,  Union  Traction  Co.  of  Indi- 
ana vs.  Director  General,  as  agent,  C.  &  E.  I.  et  al.,  opinion 
Xo.  7365,  66  I.  C.  C.,  157-8 


ANIMAL  TANKAGE   RATE   PROPER 

In  No.  12182,  Darling  &  Co.  vs.  Director  General,  as  agent, 
opinion  No.  7361,  66  I.  C.  C.,  149-50,  the  Commission  has  dis- 
missed the  complaint,  holding  that  rates  on  animal  tankage  from 
Chicago,  111.,  to  Little  Rock,  Ark.,  in  January,  1918,  were  not  un- 
reasonable or  otherwise  unlawful.  Charges  were  collected  at  the 
applicable  joint  class  rate  of  23  cents  and  the  complainant  sought 
reparation  to  the  basis  of  a  rate  of  21  cents. 


WEIGHTS  OF  POTATOES  AND  PEACHES 
The  Commission  has  dismissed  No.  12078,  Charles  C.  Oyler 
&  Son  vs.  Louisville  &  Nashville  et  al.,  opinion  No.  7370,  66  I. 
C.  C.,  175-8,  holding  the  charges  on  sweet  potatoes  from  Mc- 
Kenzie  and  Paris,  Tenn.,  and  on  peaches  from  Woodmont  and 
Johnson's  Siding,  Md.,  to  Cincinnati,  had  not  been  shown  to  have 
been  based  on  excessive  weights  or  to  have  been  otherwise 
unreasonable.  The  Commission  denied  the  prayer  for  estimated 
weight  suggested  by  the  complainants.  It  said  it  had  not  been 
shown  the  weights  suggested  would  fairly  represent  the  actual 
weights.  The  charges  assailed,  it  said,  had  not  been  shown  to 
have  been  unreasonable.  The  decision  alsw  covers  No.  12088, 
same  vs.  Western  Maryland  et  al. 


RATES  ON  HOLLOW  BUILDING  TILE 
An  order  of  dismissal  has  been  entered  in  No.  11936,  Coral 
Ridge  Clay  Products  Company  vs.  Director-General,  as  agent, 
opinion  No.  7369,  66  I.  C.  C.,  172-4,  the  Commission  holding  rates 
on  hollow  building  tile  from  Coral  Ridge,  Ky.,  to  Charleston,  S. 
C.,  between  May  31  and  November  7,  1918,  were  not  unreason- 
able. The  complaint  was  based  upon  the  fact  that  the  shipping 
point  of  the  complainant  was  intermediate  between  Louisville 
and  Charleston,  but  the  rates  were  higher  from  Coral  Ridge 
than  from  Louisville.  In  November  1918,  the  Louisville  rates 
were  extended  to  Coral  Ridge  and  the  attempt  in  this  case  was 
to  prove  the  higher  rates  were  unreasonable.  The  carriers  de- 
fended on  the  ground  of  depression  by  reason  of  water  com- 
petition. 

MORGANTOWN  &  KINGWOOD  BONDS 

The  Morgantown  &  Kingwood  Railroad  Co.  has  filed  an 
application  with  the  Commission  asking  permission  .to  issue 
$40.500  of  first  mortgage  5  per  cent  bonds  and  to  dispose  of 
them  to  the  Baltimore  &  Ohio  at  par  in  exchange  for  a  like 
amount  of  the  applicant's  bonds  which  the  B.  &  O.,  as  owner 
of  the  capital  stock  of  the  applicant,  has  acquired. 
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RATES  ON  HOGS  TO  FORT  WORTH 

On  a  finding  that  rates  on  bogs,  from  Nashville,  Tenn..  Mont- 
gomery. Ala.,  and  Jacksonville,  Fla..  to  Fort  Worth,  Tex.,  were 
and  are  not  unreasonable.  Examiner  M.  G.  de  Quevedo  has  pro- 
posed dismissal  of  the  complaint,  in  a  tentative  report  on  No. 
11947,  Armour  &  Co.  vs.  Director-General,  as  agent.  Central  of 

xia.  et  al.  The  complainants  asked  reparation  and  just  and 
reasonable  rates  for  the  future.  The  report  also  embraces 
1947.  Sub  No.  1,  Same  vs.  Missouri  Pacific.  Director-General, 
as  agent,  et  al. 

The  complainants  sought  the  establishment  of  rates  via  all 
the  river  crossings  based  on  the  short-line  distances  and  the 
scale  prescribed  for  beef  and  stock  cattle  In  Shreveport-Texas 
Cattle.  Lignite.  Wood  and  Tanbark.  48  I.  C.  C.,  283.  decided 
January  22,  1918,  which  applies  between  Shreveport  and  points 
in  Texas,  inrreased  15  per  cent  for  application  on  hogs  and  fur- 
ther increased  under  the  general  Increases  of  June  25,  1918.  and 
August  26.  1920.  the  examiner  said. 

The  examiner  said  the  complainants  drew  attention  to  the 
development  of  the  hog  industry  In  the  Southeast,  and  urged  that 
a*  generally  the  traffic  density  on  all  commodities  and  operating 
conditions  in  that  territory  compared  favorably  with  those  in  the 
Southwest,  the  scale  used  in  the  Southwest  should  be  found  rea- 
sonable for  Intel-territorial  application  from  the  Southeast  to  the 
vSouthwest. 

"The  volume  of  traffic  on  hogs  in  the  Southeast  Is  consider- 
ably less  than  in  the  Southwest,  and  the  movement  from  the 
Southeast  to  the  Southwest,  particularly  from  Jacksonville  and 
Montgomery,  is  sporadic." 

The  defendants  contended  that  the  scale  on  which  the  com- 
plainants relied  applied  In  a  territory  where  distance  rates  have 
been  In  effect  for  many  years,  and  was  established  principally 
for  application  on  cattle  to  remedy  a  discriminatory  situation  not 
present  in  the  Instant  case,  and  that  such  a  scale.  If  established, 
from  the  Southeast  into  the  Southwest  would  have  an  adverse 
effect  on  revenues,  and  would  result  In  rates  from  the  South- 
east to  the  Southwest  lower  than  now  In  effect  In  the  South- 
west, Inasmuch  as  Ex  Parte  74  provided  for  Increases  In  rates 
from  the  Southeast  of  S3  1-3  per  cent  and  In  the  Southwest  nf 
36  per  cent 

"The  defendants  claim  that  the  rates  In  Issue,  published  In 
1889  and  remaining  practically  unchanged  until  the  general  In- 
creases of  1918.  are  all  too  low  and  do  not  bear  their  proper 
share  of  the  transportation  burden."  said  the  examiner.  "Their 
evidence  Is  that  originally  these  rates  were  made  upon  con- 
siderations which  do  not  now  exist,  such  as  low  cost  of  service 
to  the  carriers,  river  competition,  and  competition  In  the  driving 
of  stock;  that  under  the  present  rates  the  hog  Industry  In  the 
Southeast  has  been  developed;  and  that  the  revenue  derived 
from  other  traffic,  unlike  that  on  hogs,  has  Increased  through  the 
use  of  cars  larger  than  those  used  In  1889.  The  car  revenue 
from  the  shipments  on  which  reparation  Is  claimed  was  less  than 
on  many  leas  perishable  commodities  of  a  lesser  value,  such  as 
cement,  brick,  coal,  and  lumber,  for  shorter  distances,  and  which 
moved  In  appreciable  quantities." 


ILLINOIS  COAL  RATES 

Dismissal  of  the  complaint  In  No.  12993,  International  Har- 
vester Co.  et  al.  vs.  C.  B.  *  Q..  has  been  recommended  by  Ex- 
aminer Howard  Hosmer.  on  a  proposed  finding  that  rates  on, 
.rnlnous  coal  from  Farmington.  Morris.  Brereton.  Dunfermllne. 
St.  David,  and  Bryant,  III.,  to  Canton.  III.,  are  not  unreasonable 

-'herwlse  unlawful.  The  complainant  sought  reparation  on 
shipments  since  March  1,  1920,  and  the  establishment  of  reason- 
able rates  for  the  future.  The  examiner  expressed  serious  doubt 
as  to  whether  the  Commission  had  the  power  to  give  the  com 
!>lalnants  the  relief  they  sought  because  the  rates  involved  were 
applied  on  movement  of  traffic  wholly  within  the  state  of  Illinois, 

he  said  that  In  view  of  the  finding  on  the  merit*  of  the 
case,  further  discussion  of  the  jurlsdlctional  question  was  un- 
necessary. 


RATES  ON  IRON  AND  STEEL  DRUMS 

Examiner  John  A.  McQuillan,  in  a  tentative  report  on  No. 
12N3.  Nledringhaus  Metal  Ware  Corporation  et  al.  vs.  Atchlson. 
Topoka  A  Santa  Fe  et  al.,  has  recommended  that  the  Commission 
nnd  that  rates  on  iron  and  steel  drums,  from  St.  Louis.  Mo.,  to 
Oalveston.  Port  Arthur  and  other  Texas  points,  were  not  un- 
reasonable but  that  they  are  and  for  the  future  will  be  unduly 
prejudicial  to  the  extent  that  they  exceed  or  may  exceed  the  rates 
contemporaneously  in  effect  on  like  traffic  from  Mies.  Ohio,  to 
the  same  destination. 


The  complainants  asked  for  the  observance  of  the  usual  dif- 
ferentials, in  the  making  of  rates  from  Niles,  or  a  corresponding 
reduction  from  St.  Louis. 

The  examiner  said  the  Commission  should  deny  fourth  sec- 
tion relief.  Approval  of  that  recommendation  by  the  Commis- 
sion would  require  either  the  raising  of  the  rates  from  Niles 
or  the  reduction  of  those  from  St.  Louis. 


SWITCHING  OF  COAL  AT  CORDOVA,  ALA. 
Examiner  F.  W.  McM.  Woodrow  has  recommended  the  dis- 
missal of  No.  11636,  St.  Louis-San  Francisco  vs.  Northern  Ala- 
bama et  al..  on  a  finding  that  the  division  allowed  the  Frisco 
out  of  the  joint  rall-and-water  rate  on  coal,  from  the  Alabama 
field  to  Mobile  and  New  Orleans,  for  the  intermediate  switching 
done  by  it  at  Cordova.  Ala.,  had  not  been  shown  to  be  unreason- 
able or  otherwise  unlawful.  The  question  as  to  which  carrier 
should  absorb  that  intermediate  switching  charge,  the  examiner 
said,  would  be  disposed  of  in  No.  11893,  Barge  Line  Division 
Case,  in  which  Examiner  Woodrow  has  made  a  report. 


RATE  ON  COTTON  TO  GALVESTON 

An  order  of  dismissal  has  been  recommended  by  Examiner 
I'hiirles  R.  Seal,  in  No.  12982.  Weatherford,  Crump  &  Co.  vs. 
Abilene  &  Southern  et  al.,  on  a  holding  that  the  rate  of  con  mi. 
any  quantity,  compressed  In  transit,  from  Texas  common  point 
territory  to  Galveston,  for  export,  was  and  is  not  unreasonable. 
The  complainants,  the  examiner  said,  rested  their  case  wholly 
on  the  proposition  that  the  carriers  in  Increasing  the  rate  had 
exceeded  the  measure  set  by  the  Commission  in  Ex  Parte  74. 


RATES  ON   DRY  SALT   MEATS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  advised  by  Examiner  Warren  H.  Wagner,  in  a  tenta- 
tive report  on  No.  12599.  Wilson  &  Co.,  Inc..  of  Oklahoma,  vs. 
IMrertor-Ceneral,  as  agent.  Illinois  Central,  el  al..  as  to  the  rate 
on  sweet  pickled  and  dry  salt  meat  In/ carloads,  from  Rockford, 
111.,  to  Oklahoma  City.  In  the  period  from  June  25.  1918,  to 
August  9.  1920.  He  said  the  rate  should  be  held  unreasonable 
to  the  extent  that  It  exceeded  73  cents.  A  Joint  rate  of  77.5 
rents  was  charged  on  all  shipments,  except  two  which  nicn.-d 
In  July  and  August.  1919.  on  which  a  rate  of  72  cents  WHS  applied. 
The  examiner  said  the  properly  applicable  rate  was  73  cents 
and  that,  therefore,  the  charge*  On  the  two  shipments  were  less 
than  the  lawful  one. 


RATES  ON  FRUITS  AND  VEGETABLES 
In  a  tentative  report  on  No.  13063.  Traffic  Bureau.  Chamber 
of  Commerce.  Phoenix,  Ariz.,  et  al..  vs.  Director-General,  as 
agent,  and  Southern  Pacific-.  Examiner  Charles  R.  Seal  recom- 
mended H  finding  by  the  Commission  that  the  rates  on  fresh 
fruits  an<  e«.  In  mixed  carloads,  from  Ix>s  Angeles  and 

points  taking  the  same  rate  to  Tucson.  Ariz.,  were,  are  and  for 
the  future  will  be  unreasonable  to  the  extent  that  they  exceeded 
55  cents  per  100  pounds  prior  to  June  25.  1918,  69  cents  thereafter 
and  until  August  26,  1920.  and  86.5  cents  on  and  after  August 
26.  1920.  and  that  reparation  should  be  made  to  the  basis  of  the 
found  reasonable. 


RATES  ON  COTTON  TO  TEXAS  PORTS 

In  a  tentative  report,  by  Examiner  Frank  E.  Mullen,  on  No. 
11965,  Galveston  Commercial  Association  et  al.  vs.  Alabama  & 
Virksburg  et  al..  the  examiner  recommended  a  holding  that  rates 
on  rot  ton  from  Oklahoma,  Arkansas.  Louisiana  points  to  Halves 
ton,  Houston  and  Texas  City  were  and  are  not  unreasonable. 
Hi-  recommended,  however,  a  holding  that  the  rates  from 
Arkansas  and  Louisiana  to  the  Texas  ports  were  and  are  unduly 
i.rejudicial  in  relation  to  the  rates  from  the  same  points  to  New 
Orleans.  He  recommended  the  following  conclusions: 

1.  TTir  Commi««ion  should  find   (hM   tin-   rate*  on  cotton  from  Ok- 
liihonm.    Arkanm*   end    Ixnilslnna    to    Oohreaton,    Houston    nnd    Texas 

are  not  unrennonahlc  and  thnt  the  domestic  rate*  from  Oklahoma 
to  the  Mid  port»  arc  not  unduly  |>r. -Judicial. 

2.  That  th«-  rules  on  cotton  from  point*  In  Arkan*a*  to  the  Texan 
l.ort*   are   unduly   prejudicial   to  «ald   port*  nnd   unduly  preferential   of 

•  w  Orleann  to  the  extent  Hint  the  rates  from  point*  In 
Arkansas  nouth  of  the  Arkanaa*  River  to  the  Texas  ports  c-\.  .  .-.I  De- 
rate- -ush  in  i-ffei-t  from  the  mime  points  of  orllfin  I" 
New  Orlean*  mid  to  the  extent  thnt  the  rate*  from  points  north  of  tin 
\rknn»:is  Itlver  t.i  the  Texan  port*  exceeil  liy  more  (him  S.li  cent> 
100  ponn-1  ->u»ly  In  effect  from  the  same  point* 
of  origin  (..  \.  -A  "Mean*. 

3      That  th<    rnten  from  point*  In   Ixmisiann  to  Hie  Texa*  port*  nre 
unduly    prejudicial     to    "aid    port*    and     unduly     preferential    of     ! 
Orivaru  t->  !   thnt  the  export  rate*  on  cotton  from  the  western 

-iana  an  hen  inl"  fore  .l.-lim-d   lo  tin-  Texna   port*  e\ 

ihe  export  rat"*  contemporaneously  In  effect  from  the  same  point*  of 
,.i!t  Orleans,    and    to    the    extent    that    the    rate*    from    the 
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eastern  portion  of  the  state  of  Louisiana  as  herein  defined,  to  the 
Texas  ports  exceed  hy  mure  than  ii  cents  p.-r  100  pounds  the  rates  con- 
temporaneously in  effect  from  the  same  points  of  origin  to  New 

I  That  tin-  export  or  shipsldc  rat.-  on  cotton  from  Oklahoma, 
Arkansas  and  Louisiana  In  the  Texas  ports  are  unduly  prejudicial  to 
said  ports  and  unduly  preferential  of  New  Orleans  to  the  extent  that 
the  said  export  rates  to  the  Texas  ports  exceed  the  domestic  or  city 
delivery  rates  from  the  same  points  of  origin  to  those  ports  hy  a 
greater  amount  than  the  amount  of  the  difference  maintained  at  New 
i>,i,..ins  between  the  export  and  domestic  or  city  delivery  rates  from 
ime  points  of  origin. 

6.  That  the  rates  on  uncompressed  cotton  from  Oklahoma,  Arkan- 
sas and  Louisiana  to  the  Texas  ports  are  not  unjustly  discriminatory 
in  comparison  with  the  rates  on  cotton  compressed  in  transit  at  the 
carriers'  expense  from  the  same  points  to  the  said  ports. 

TIME  LIMIT   ON   SUITS,  ETC. 

The    Traffic    World    Washington   Bureau 

The  situation  with  regard  to  claims  against  the  Railroad 
Administration,  as  viewed  by  the  legal  department  of  the  Ad- 
ministration, was  outlined  this  week  as  follows: 

Suits  for  loss  and  damage  must  be  filed  prior  to  March  1. 
Suits  to  enforce  awards  of  the  Commission  will  be  barred  March 
1,  but  Senate  bill  621,  as  changed  by  H.  R.  9908,  now  before 
House  and  expected  to  be  passed  February  20,  allows  one  year 
from  date  of  Commission  award  for  filing  suit  notwithstanding 
provisions  of  section  260a  of  the  transportation  act. 

Neither  reparation  claims  nor  straight  overcharge  claims  are 
cognizable  by  the  courts  prior  to  finding  of  the  Commission.  The 
proposed  legislation  referred  to  above  also  provides  for  filing 
straight  overcharge  claiais  with  the  Commission  up  to  Septem- 
ber 1,  1922,  and  the  provisions  of  Senate  bill  621,  as  amended  by 
H.  R.  9908,  are  held  by  the  Railroad  Administration  to  cover 
awards  made  by  the  Commission  on  straight  overcharge  claims, 
and  when  passed  the  law  will  then  give  one  year  from  the  date 
of  award  by  the  Commission  on  a  straight  overcharge  claim  for 
the  filing  of  suit  to  enforce  the  award  in  case  the  Director- 
General  declines  to  pay. 

The  viewpoint  above  is  that  of  the  Railroad  Administration. 
Shippers  have  taken  exception  to  the  contention  that  "neither 
reparation  claims  nor  straight  overcharge  claims  are  cognizable 
by  the  courts  prior  to  the  finding  of  the  Commission." 


CHANGES  IN  GRAIN  RATES 

The  Traffic  World  Washington  Bureau 

In  behalf  of  all  carriers  concerned,  P.  J.  McCarthy  has  asked 
the  Commission  for  authority  to  make  changes  in  the  rates  re- 
sulting from  the  decision  in  No.  12929,  Western  Grain  Rate  case, 
so  as  to  harmonize  the  rates  through  the  various  gateways  and 
the  primary  markets,  as  they  were  admonished  to  do  in  the 
Commission's  report  in  I.  and  S.  No.  1303. 

To  preserve  the  relationships  the  carriers  contend  they  will 
have  to  raise  rates  from  Missouri  River  points  to  Mississippi 
River  points  by  amounts  running  as  high  as  five  and  six  cents 
because  the  rate  from  Omaha  to  Memphis,  which  has  been  pub- 
lished heretofore  as  a  specific,  was  reduced  by  the  order  in  the 
Western  grain  case,  and  unless  raised,  it  will  not  be  properly 
related  to  the  Kansas  City-St.  Louis  rate,  which,  at  present,  is 
one  cent  under  the  Omaha-Memphis  rate.  They  have  also  asked 
for  permission  to  make  changes  at  Minneapolis,  Sioux  City  and 
other  northern  primary  markets,  similar  to  those  asked  for  in 
respect  of  the  Missouri  River  markets. 

These  increases  will  be  needed  to  enable  them  to  carry  out 
the  spirit  of  the  Commission's  earlier  decision  in  I.  and  S.  1303, 
and  avoid  fourth  section  violations. 


INCREASED  FRUIT  AND  VEGETABLE  MOVEMENT 
The  Department  of  Agriculture2  reported  this  week  that 
"the  total  carlot  shipments  of  nine  leading  lines  of  fruits  and 
vegetables  for  the  week  ending  February  4  were  7,006  cars,  an 
increase  of  nearly  400  cars  over  the  movement  of  the  previous 
week.  During  the  season  to  date  323,593  cars  of  these  com- 
modities have  moved,  compared  with  331,812  cars  last  season. 
"Although  shipments  of  potatoes  this  season  have  been 
18,000  cars  heavier  than  during  the  same  time  a  year  ago,  apples 
cabbage  and  onions  have  moved  in  lighter  volume,  thus  offset- 
ting the  gain  in  the  potato  movement.  Heavy  supplies  of  po- 
tatoes and  cabbage  forced  these  lines  slightly  lower  in  most 
markets.  The  tone  was  firm  in  several  other  features,  including 
onions,  apples  and  sweet  potatoes." 


CONDITION    OF    LOCOMOTIVES 

Out  of  64,717  locomotives  on  line  on  January  15,  the  num- 
ber serviceable  was  48,679,  according  to  the  semi-monthly  bul- 
letin of  the  American  Railway  Association's  car  service  division. 
The  number  of  stored  serviceable  locomotives  was  7,013.  The 
number  In  need  of  repairs  requiring  more  than  24  hours  was 
12,917  or  19.9  per  cent;  less  than  24  hours,  3,121  or  4.8  per  cent. 
Of  the  locomotives  in  need  of  repairs  requiring  more  than  24 
hours,  3,002  were  passenger,  7,575  were  freight  and  2,340  were 
switching  locomotives. 


GENERAL  RATE  INQUIRY 

The  Traffic  World  Washington  Bureau 

The  Commission,  at  the  afternoon  session  of  the  general  rate 
inquiry,  February  9,  ruled  out  two  pages  of  an  exhibit  intro- 
duced at  the  morning  session  by  Leonard  Way  because  he  had 
not  personal  knowledge  of  the  cost  items  therein  incorporated. 
H.  W.  Prickett  immediately  offered  a  part  of  the  record  in  the 
western  grain  rate  case  containing  the  same  information  and 
which  was  not  challenged  in  that  case. 

When  Way,  who  was  appearing  for  Idaho  agricultural  inter- 
ests, got  back  to  the  thread  of  his  story,  he  advocated  reductions 
on  agricultural  products  ahead  of  all  other  things,  even  ahead 
of  ores,  in  which  Idaho  is  greatly  interested.  Reductions  in  the 
western  grain  case,  he  said,  did  not  meet  the  requirements  of 
the  farmers.  Commissioner  Hall  wanted  to  know  whether  the 
farmers  got  the  benefit  of  that  reduction.  The  witness  said  it 
was  hard  to  say.  All  he  knew  was  that  they  had  moved  about 
800  carloads  of  grain  that  could  not  have  moved  at  the  higher 
rates.  They  got  the  benefit  that  followed,  if  any,  immediately. 

Lawrence  G.  Wilson,  speaking  for  the  governor  of  Arizona 
and  the  Arizona  Industrial  Association,  the  last  mentioned  being 
an  organization  intended  to  help  the  farmers  in  that  part  of  the 
countrj ,  endeavored  to  show  that  southern  Idaho  is  not  the  only 
part  of  the  country  in  which  the  loans  made  by  banks  far  ex- 
ceeded the  deposits,  and  where  most  of  the  accounting,  on  the 
side  in  which  the  man  trying  to  do  business  is  interested,  is 
written  in  red.  He  went  through  the  list  of  Arizona  products  to 
show,  generally,  that  the  transportation  rates  eat  up  much  more 
than  the  producer  receives.  A  shipper  of  2,000  crates  of  canta- 
loupes, he  said,  owed  the  railroads  $50  after  his  melons  had  been 
sold.  The  growers  of  lettuce  received  only  16  per  cent  of  the 
amount  paid  as  freight  to  get  it  to  market,  although  Arizona 
lettuce,  in  the  Chicago  market,  was  selling  at  a  premium. 

Fuel  oil,  he  said,  was  an  exceedingly  important  item  in  pro- 
duction cost,  because  machinery  for  pumping  water  must  be 
run.  To  show  how  much  freight  rates  were  out  of  line,  he  cited 
the  fact  on  a  purchase  of  fuel  oil  in  Texas  for  $76.75  a  car,  the 
freight  was  $435.35,  or  570  per  cent  of  the  price.  The  price  of 
kerosene  for  tractors,  at  the  Oklahoma  refineries  last  fall,  he 
said,  was  1.5  cents  per  gallon.  The  freight  rate,  however,  was 
8.6  cents  per  gallon,  or  540  per  cent  of  the  sales  price.  Rates 
on  oil  he  considered  one  of  the  prime  factors  in  forcing  the 
closing  of  mines.  The  largest  mine  in  the  state  was  able  to  keep 
in  operation,  he  said,  because  it  could  obtain  coal  from  mines 
right  alongside  of  a  mine. 

His  idea  was  that  the  Hoover  plan  for  reductions  on  primary 
commodities  was  the  proper  one.  His  idea  of  a  proper  reduc- 
tion on  such  commodities  was  25  per  cent,  which,  in  the  inter- 
mountain  country,  would  put  the  rates  below  the  level  of  August 
25,  1920.  As  to  fuel  oil,  which  bore  a  33%  increase,  he  said  the 
whole  of  the  Ex  Parte  increase  should  come  off. 

Lawrence  C.  Bishop,  representing  the  governor  of  Idaho 
and  the  ranchers  of  southeastern  Idaho,  said  the  ranchers  were 
in  severe  financial  straits,  unable  to  ship  to  markets  at  Omaha 
or  Denver.  Ninety-nine  per  cent  of  those  living  on  irrigation 
project  lands  were  so  poor,  according  to  his  testimony,  they 
could  not  pay  the  $2  fee  charged  by  Idaho  for  making  proof 
about  their  water  rights.  Some  of  the  irrigation  farmers  sold 
alfalfa  hay  that  had  cost  them  $3.75  a  ton  for  $3.50,  he  said. 
Reductions  on  grain  and  live  stock  had  helped  some,  especially 
by  putting  the  farmers  into  a  better  frame  of  mind,  he  said. 

Disagreement  as  to  what  the  American  Farm  Bureau  Fed- 
eration should  do  with  the  time  assigned  to  it  was  shown  during 
the  afternoon.  Immediately  after  the  noon  recess,  C.  H.  Farrell, 
on  behalf  of  the  Federation  and  the  National  Grain  Dealers'  As- 
sociation, told  the  Commission  that  while  those  organizations  did 
not  desire  to  offer  testimony  at  the  present  time,  their  position 
<vould  be  announced  upon  arguments  in  the  case. 

Just  before  the  close  of  the  day's  hearing,  C.  B.  Hutchins,  for 
the  Federation,  asked  to  be  heard.  He  'said  no  reduction  had 
been  made  on  seeds  and  said  the  importance  of  seeds  to  the 
farmer  could  not  be  overestimated.  Any  reduction  would  inure 
to  the  'benefit  of  farmers,  either  as  producers  or  consumers.  He 
was  of  opinion  the  reduction  on  agricultural  products  should  have 
been  applied  to  them. 

Labor   Men   Present  Statistics 

The  inquiry,  the  last  two  days  of  the  week  ended  February 
11,  was  given  over  to  the  presentation  of  a  mass  of  statistical 
studies,  inferences  and  implications,  in  behalf  of  sixteen  unions 
of  railroad  and  express  workers  and  the  railway  employes' 
department  of  the  American  Federation  of  Labor.  Glenn  E. 
Plumb,  as  attorney  for  those  appearing,  presented  Frank  J. 
Warne,  who  prepared  the  statistics,  and  undertook  to  put  into 
his  testimony  extracts  from  the  speech  of  Senator  La  Follette 
concerning  the  meeting  of  railroad  executives  and  the  repre- 
sentatives of  some  industries  which  are  large  shippers,  held 
at  the  Racquet  Club,  December  9,  several  accounts  pertaining  to 
which  have  been  published  in  The  Traffic  World. 

When  the  witness  read  a  newspaper  clipping  purporting  to 
quote  what  Senator  LaFollette  had  said  about  that  meeting  as 


February  18,  1922 


THE    TRAFFIC     WORLD 


377 


evidence  of  a  "conspiracy,"  between  the  railroads  and  shippers, 
to  reduce  wages  of  railroad  employes  and  settle  their  differences 
about  rates  without  resort  to  the  Commission,  Commissioner 
Aitchison  asked  Mr.  Warne  if  he  thought  the  present  proceeding 
bore  out  the  allegation  that  the  railroads  and  the  shippers  had 
agreed  to  "bury  the  hatchet." 

Commissioner  Hall  interrupted  to  say  that  so  far  as  the  Com- 
mission was  concerned,  the  witness  might  dispense  with  news- 
paper articles  and  Senate  speeches. 

"We  want  facts,"  said  be.  "and  you  may  confine  yourself  to 
what  you  know  of  your  own  knowledge." 

The  witness  said  he  was  trying  to  prove  the  railroads  and 
shippers  had  agreed  to  try  to  reduce  wage*. 

"Is  this  Commission  not  Interested  in  agreements  made  on 
the  outside,  affecting  rates  and  wages?"  be  added. 

"If  you  were  present  or  have  authentic  copies  of  the  agree- 
ments, you  may  present  them,"  said  Mr.  Hall,  "but  this  Commis- 
sion will  not  be  swayed  by  speeches  and  newspaper  article*." 

"And  so  far  as  I  am  concerned."  said  Mr.  Aitchison,  "any- 
body may  enter  Into  all  the  agreements  he  wishes  without  In- 
fluencing me  in  the  performance  of  my  duty  under  my  oath  of 
office." 

The  points  the  two  Commissioners  tried  to  convey  to  Mr. 
Warne  were  that  he  had  not  personal  knowledge  of  the  thing* 
be  was  putting  Into  the  record,  because  he  was  merely  quoting 
from  a  newspaper  clipping  as  to  what  Senator  LaPollette  had 
said:  and  that  even  if  an  agreement  had  been  made  by  the  rail- 
roads and  the  shippers  about  waxes  and  rates  or  anything  else 
they  might  desire  to  agree  upon,  the  agreement  could  not  be  cited 
as  a  bar  to  action  by  the  Commission:  so  that  putting  Into  the 
record  what  had  been  said  In  the  Senate  or  In  the  newspapers 
could  have  no  effect  on  the  Issued. 

The  admonition  resulted  In  Mr.  Warne  omitting  the  read- 
Ing  of  the  clippings  and  even  the  minutes  about  the  Racquet 
Club  meeting.  At  various  points  in  his  testimony,  however,  h« 
referred  to  what  bad  been  said  about  the  meeting  at  the  club,  and 
what  the  newspapers  said  LaPollette  had  said  about  it  In 
speeches  In  the  Senate.  He  said  the  "agricultural  Interests  (In 
that  Racquet  Club  meeting)  claiming  to  represent  the  farmers, 
are  selling  the  birthright  of  the  American  fanner  to  a  reasonable 
and  fair  transportation  rate,  for  a  measly  mess  of  pottage."  He 
claimed  reductions  In  rates  based  on  reductions  In  wages  would 
mean  little  to  the  farmers  In  comparison  with  the  reduced  pur 
chasing  power  of  the  9,000,000  people  dependent  upon  railroad 
wages  as  the  consumers  of  food  produced  on  the  farm. 

A  fact  that  excited  comment.  In  connection  with  the  list  of 
organisations  for  which  Warne  was  appearing,  was  the  exclusion 
of  the  Brotherhood  of  Ralway  Trainmen  from  that  lift.  Accord- 
ing to  Plumb's  office,  the  exclusion  was  deliberate  and  not  acci- 
dental. W.  G.  Lee.  the  bead  of  that  organisation,  disagreed  with 
other  labor  leaders  In  the  threat  of  a  strike  last  October,  holding 
that  It  would  be  suicidal.  Whether  Lee  parted  company  with  his 
colleagues  In  this  caste  on  account  of  the  disagreement  that  took 
place  last  fall,  or  for  something  other  than  that,  was  not  dis- 
closed. 

Warne,  with  his  exhibits,  after  saying  the  employes  had  no 
ameaiii  with  rates,  as  rate*,  and  advocating  neither  an  Increas* 
nor  a  reduction  In  them,  tried  to  show  that  the  railroads  were 
making  more  In  their  Investment  than  the  Commission's  figures 
showed.  He  referred  to  their  Investment  as  an  "alleged  Invest- 
ment." Indicating  that  before  he  concluded  his  testimony  he 
would  show  they  had  not  the  Investment  claimed  or  allowed  by 
the  Commission,  and  therefore  they  had  no  reason  to  ask  for  re- 
ductions In  operating  costs,  at  least  not  to  enable  them  to  earn 
the  return  contemplated  by  law. 

Railroad  employes  do  not  believe  their  wages  should  be  af- 
fected whatever  the  decision  of  this  Commission,  said  Warn*. 
"They  do  not  believe  their  wages  should  be  decreased  as  rates  are 
decreased,  or  that  their  wages  should  be  Increased  as  rates  are 
Increased.  They  believe  there  Is  no  economic  law  that  estab- 
lishes any  relation  whatsoever  between  rates,  as  such,  for  trans- 
portation and  rales  of  wages  for  services  performed.  They  be- 
lieve this  Is  an  economically  sound  doctrine  the  observance  of 
which  cannot  lead  this  Commission  astray  from  the  facts  of  the 
situation  whirli  now  confront  it  in  this  hearins." 

In  proof  of  hl»  contention*.  Warne  submitted  as  exhibits  In 
the  case  charts  and  statistical  tables.  These  proved,  he  said, 
that  in  1920  operating  revenues,  which  are  the  product  of  the 
transportation  rate  operating  simultaneously  with  other  economic 
<,  Increased  very  much  greater  In  amount  each  month  from 
May  to  September  than  did  compensation  to  employes,  notwith- 
standing there  was  no  change  In  the  transportation  rate  although 
the  rates  of  wages  were  Increased.  From  October  to  the  close  of 
the  year  he  claimed  operating  revenues  decreased  notwithstand- 
ing a  large  Increase  in  the  transportation  rate,  while  total  com- 
pensation to  employes  decreased  due  to  a  less  number  being  em- 
ployed. He  also  showed  how  operating  revenues  decreased  in 
one  period  compared  with  another.  Although  the  transportation 
rate  remains  the  r.i 

The  railway  employes'  participation  In  the  present  rate  re- 
n  case,  Warne  said,  was  due  to  the  claim  of  railway  ex- 
ecutives, that  a  wage  reduction  must  precede  a  rate  reduction. 


Warne  quoted  from  decisions  of  the  Commission  in  preceding 
rate  cases  in  which  he  said  the  railroads  based  claims  for  an  in- 
crease in  transportation  rates  upon  increases  in  wages  and  for 
which  claims  the  Commission  failed  to  find  support  in  the  evi- 
dence submitted.  He  claimed  the  Commission  stated  in  its  deci- 
sion that  the  carriers  had  not  sustained  the  burden  of  proof 
which  the  statute  casts  upon  them  in  justifying  proposed  ad- 
vanced rates,  in  so  far  as  that  justification  depended  upon  the  ne- 
cessity for  greater  net  revenue  resulting  from  increases  in  wages. 
"Even  though  the  percentage  of  net  to  gross  is  less,"  he  quoted, 
"still  the  total  net  may  be  more  and  the  percentage  of  net  to 
value  may  also  be  more."  Wages  can  increase  not  only  in  amount 
but  also  in  proportion  to  other  items  of  operating  expenses  and 
still  there  can  be  a  sufficient  net  revenue  as  well  as  an  increase 
in  the  net,  Warne  said. 

Discussing  the  proportion  of  each  dollar  of  railway  operat- 
ing revenue  that  goes  to  labor,  Warne  said  that  an  increase  in 
this  proportion  would  be  entirely  consistent  with  an  increase  in 
the  amount  of  the  revenue  going  to  investment.  For  illustration 
he  stated  that  "in  1915  labor  received  41.5  cents  out  of  every  dol- 
lar of  revenue  and  in  1913  it  received  43.1  cents  out  of  each  dol- 
lar. But  in  the  latter  year,  with  labor  receiving  1.6  cents  more 
out  of  every  dollar  than  in  i915.  there  went  to  investment  104,- 
.'.15.602  more  In  1913  than  in  1915." 

Continuing,  he  said: 

Take  the  two  years  1912  and  1913.  In  which  labor  received  exactly 
the  same  proportion  of  each  dollar— that  Is.  43.1  cents.  In  the  latter 
of  the  two  years  alleged  investment  received  t79.126.052  more 
than  In  1912.  A  very  small  proportion  of  each  dollar  of  revenue — as 
umall  a  proportion  as  one-tenth  of  1  cent — makes  a  huge  total  sum  be- 
cause of  the  Immensity  of  the  amounts  to  which  It  Is  related. 

For  the  calendar  year  ending  December  31,  1916,  labor  received 
four-tenths  of  1  cent  more  out  of  each  dollar  than  for  the  fiscal  year 
ending  June  30.  1916.  and  at  the  same  time  alleged  Investment  re- 
ceived S&5.2I1.558  more  durinic  tlu-  calendar  year  when  labor  was  be- 
ing paid  40.8  cents  compared  with  the  smaller  sum  of  40.4  cents  for 
the  fiscal  year. 

Again,    for   the   year   1917   labor   received    43.3    cents  out   of   • 
dollar  compared  with  41.6  cents   In   1915,  and  yet   In   1917   when   labor 
was  getting  1.8  cents  more  out  of  each  dollar  of  rex-emu-.   inv<-Ktmt-nt 
received  t250.963.937  more  than   In    1 

Compared  with  the  43.3  cents  out  of  each  dollar  paid  labor  in 
1917  Is  the  sum  of  43.1  cents  paid  in  1912.  and  yet  In  the  nrst-iin-n- 
tioned  year,  when  labor  was  receiving  two-tenths  of  1  cent  more  out 
of  each  dollar,  there  went  to  Investment  t225.584.387  more  In  1917  limn 
In  1912. 

Widely  published  figure*  of  railway  executives  give  the  propor- 
tions going  to  Investment  In  1920  as  1  cent  out  of  each  dollar.  Tli< 
Inclusion  of  the  amount  of  the  standard,  ret  urn  Increases  this 
than  elevenfold — to  11.4  cents.  For  1919  Investment  received  16.2 
cents  out  of  every  dollar.  Instead  of  8.8  cents,  and  in  1918  the  amount 
going  to  Investment  out  of  each  dollar  was  17.6  and  not  13.1  cents. 

The  11.4  cents  out  of  every  dollar  that  In  1920  went  to  Investment, 
a  relatively  low  return  compared  with  1919  and  1918  because  of  much 
greater  maintenance  expenditures  In  1920  out  of  revenue.  Is  equal  to 
I105.52I.X16  more  than  the  13.8  cents  out  of  every  dollar  In  1915;  It  is 
tl27.614.902  more  than  the  21.8  cents  going  to  Investment  In  1914;  It 
Is  even  greater  In  total  amount  by  t80,Hl.666  than  the  25.2  cents  re- 
ceived by  Investment  In  1911. 

The  16.2  cents  In  1919  and  the  17.6  In  1918  received  by  Investment 
out  of  every  dollar  are  1213.419.659  more  than  the  23.8  cents  In  l:tl.v 
They  are  t24S.S06.345  more  than  the  21.8  cents  In  1914:  tl98.040.10!) 
more  than  the  25.2  cents  In  1912.  They  are  only  t78.348.467  less  than 
the  tt.l  cents  In  1916,  this  latter  standing  for  the  largest  proportion 
out  of  each  dollar  received  by  Investment  In  any  one  of  these  years 
from  1912  to  1920. 

With  labor  receiving  53.6  cents  out  of  every  dollar  in  1920.  tin- 
largest  proportion  In  any  one  of  these  nine  years,  there  went  to  In- 
vestment a  much  larger  sum,  not  taking  Into  consideration  the  large 
Income  to  capital  through  excessive  maintenance,  than  in  either  1915. 
when  labor  received  only  41.5  cents,  or  In  1914,  when  It  was  paid  44.1 
rents,  or  In  1912,  when  the  proportion  of  each  dollar  was  43.1  cents. 

It  should  be  plain  from  all  this  that  an  Increase  In  the  proportion 
that  goes  to  labor  out  of  each  dollar  earned  Is  not  Inconsistent  with 
even  larger  revenues  to  Investment.  It  Is  also  clear  that  the  propor- 
tion that  goes  to  capital  out  of  each  dollar  earned  may  decrease  In 
any  one  year  In  relation  to  another  year  and  at  the  same  time  invent  - 
;  receive  a  much  larger  return.  This  usually  comes  about  through 
"  •  proportion  being  received  on  a  great  many  more  dollars. 

Criticising  the  statistical  testimony  presented  before  the 
Commission  by  railway  witnesses  as  to  the  rate  of  return  on  capi- 
tal, Warne  charged  that  the  figures  of  their  alleged  property  in- 
vestment account  were  very  greatly  Inflated — that  the  amount  of 
capital  Invested  was  considerably  less  than  that  upon  which  the 
roads  claimed  they  should  receive  a  return  In  Interest  and  divi- 
dends. He  also  charged  the  net  operating  Income  statistics  of  the 
railway  witnesses  were  highly  deflated,  particularly  during  the 
years  of  Federal  control.  Either  of  these  facts — Inflation  of  prop- 
erty Investment  or  deflation  of  net  operating  income — arithmetic- 
ally produces  a  lower  rate  of  return  than  the  actual  facts  show, 
said  Warne,  and  that  when  both  exaggerations  were  combined 
the  rate  of  return  shown  by  the  testimony  of  the  railroads  was 
many  times  less  than  the  rate  actually  received. 

Calls  Wage   Increases  Justified 

Statistical  deductions  and  Inability  to  make  some  other  de- 
ductions that  seemed  to  amaze  Commissioners  Hall.  Aitchison, 
Ksch  and  I^wls.  were  put  before  them  by  Frank  J.  Warne. 
statistician  and  economist,  for  railroad  labor  organizations,  other 
than  the  Brotherhood  of  Hallway  Trainmen,  while  he  was  nn  the 
second  day  of  his  testimony  in  their  behalf. 

It  was  Impossible,  he  said,  to  estimate  the  effect  of  General 
order  No.  27.  the  one  Issued  by  Director-General  McAdoo  In 
May,  1918.  He  said  he  bad  not  been  able  to  make  an  estimate. 
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and  said  that,  on  account  of  so  many  different  kinds  of  employes, 
the  varying  times  when  some  came  on  and  went  off  the  pay  roll, 
no  one  could  do  so.  He  repeated  that  opinion  several  times. 
Mr.  Hall  tried  to  obtain  an  estimate  from  him,  by  questions  in 
different  forms. 

"Then  you  could  not  tell  within  $100,000,000  as  to  the  in- 
crease in  the  pay  roll  of  the  railroads,  caused  by  General  Order 
No.  27,"  said  Mr.  Hall,  usually  the  most  even-tempered  man, 
with  a  show  of  irritation. 

"No,  and  I  don't  believe  any  one  else  can,"  said  Warne. 

"The  Director-General  undertook  to  cover  the  additional  cost 
of  wages  by  means  of  his  General  Order  No.  28,  didn't  he?" 
asked  Mr.  Aitchison. 

"I  understand  so,"  answered  the  witness. 

"He  fell  down,"  suggested  Aitchison.  The  witness  agreed 
with  him. 

Commissioner  Hall  tried  to  obtain  an  admission  from  the 
witness  that  estimates  of  the  increase  in  the  pay  roll  account 
because  of  General  Order  27  had  been  made.  He  said  he  felt 
reasonably  certain  there  had  been  such  estimates,  even  by  Mr 
McAdoo,  but  he  said  he  could  not  recall  them.  He  said  he  could 
procure  them,  If  the  Commission  needed  them.  Mr.  Hall  said 
Warne  might  put  them  in  if  he  desired.  Usually  the  witness 
parried  questions  intended  to  bring  out  more  definite  and  con- 
crete  information  by  saying  he  would  later  on  in  his  testimony 
have  the  figures.  The  volume  of  his  matter,  however,  was  so 
great  that  if  and  when  he  did  have  figures  on  the  point,  their 
pertinency,  to  the  questions  asked  by  the  commissioners  was  not 
obvious. 

A  few  minutes  after  Mr.  Warne  had  told  Commissioner  Hall 
it  was  impossible  to  estimate  the  effect,  in  dollars,  of  General 
Order  27,  the  witness  said  that  $1,250,000,000  of  the  increase 
should  not  be  attributed  to  increases  in  rates  of  wages,  or 
charged  to  operating  expenses,  because  the  money  was  paid  foi 
overtime  and  time  spent  oh  new  construction,  and  that  the  latter 
should  be  charged  to  capital  account. 

"The  money,  however,  was  paid  to  wage-earners,  was  it  not?" 
inquired  Mr.  Hall,  who  remarked  the  witness  seemed  to  be  able 
to  make  estimates  of  the  increase  caused  by  General  Order  27, 
which  should  not  be  charged  to  operating  expenses. 

"It  certainly  was,"  said  Mr.  Warne.  The  latter  referred  to 
the  figures  collected  by  the  Commission  about  wages,  "as  the 
so-called  compensation  figures"  of  the  Commission.  His  reason 
for  so  characterizing  them,  although  he  made  no  particular  point 
about  the  matter,  was  furnished  by  the  fact  that  they  were  pre- 
pared by  the  railroads.  They  are  prepared  in  accordance  with 
forms  prescribed  by  the  Commission. 

"Warne  said  there  was  no  economic  relation  between  railroad 
rates  and  commodity  prices.  Regulated  railroad  rates,  he  said, 
should  not  be  compared  with  "unregulated"  monopoly  commodity 
prices.  Comparison  would  be  unfair,  he  said,  because  railroad 
rates  were  not  under  monopolistic  control  such  as  the  prices  of 
commodities.  Answering  a  question  by  Mr.  Wood,  he  claimed 
the  prices  of  farm  products  were  monopoly  controlled  as  soon 
as  they  passed  into  the  hands  of  an  intermediary. 

Warne  said  there  could  now  be  a  considerable  reduction  in 
rates  without  any  decrease  in  wages  of  railway  employes.  In 
support  of  that  he  made  analyses  of  rate  increases  since  1914, 
which  he  said  showed  increases  in  percentages  far  greater  than 
ever  claimed  by  objecting  shippers. 

According  to  Warne,  the  railroad  industry  has  been  one  of 
the  most  prosperous  industries.  The  amount  paid  in  dividends 
since  1898,  he  said,  had  increased  more  than  200  per  cent  and 
more  than  90  per  cent  since  1900.  To  make  such  figures,  the 
witness  used  the  figures  resulting  from  the  depression  that  began 
disappearing  in  the  latter  part  of  1897  and  increasing  until  about 
ten  years  later  dividends  were  being  paid  on  about  62  per  cent 
of  the  mileage  of  carriers,  some  of  it  small,  but  a  dividend,  never- 
theless. 

One  of  the  points  Warne  made  was  that  the  number  of  dol- 
lars added  to  revenue  by  the  increases  in  rates  was  two  or  three 
times  greater  than  the  increased  number  of  dollars  paid  to  enr 
ployes.  When  questioned  on  that  point  he  said  that  that  was 
so  because  the  revenue  was  greater  than  the  wages  paid  out. 
When  analyzed  in  that  way  the  declaration  seemed  no  more 
startling  than  an  assertion  that  if  two  were  multiplied  by  three 
the  product  would  be  greater  than  if  two  were  multiplied  by  two. 

Warne  said  he  had  analyzed  the  increases  in  freight  rates 
that  had  taken  place  from  1913  to  1921,  showing  that  for  the 
Eastern  territory  these  increases  amounted  to  as  much  as  128 
per  cent;  in  the  Western  territory  to  more  than  102  per  cent;  in 
the  Mountain-Pacific  section  to  more  than  87  per  cent,'  and  In 
the  Southern  territory  in  excess  of  95  per  cent. 

These  Increases,  he  said,  did  not  include  large  advances  in 
passenger  fares,  baggage  charges,  Pullman  car  surcharges,  ex- 
1-ress  rates,  railway  mail  rates,  milk  rates  on  passenger  trains, 
and  changes  in  express  contracts  resulting  in  increases.  He  also 
explained  that  the  percentage  increases  on  freight  traffic  In- 
cluded only  the  general  horizontal  advances,  ordered  by  the 
Commission  and  by  the  Railroad  Administration,  the  latter  dur- 
ing federal  control  of  the  carriers,  and  the  more  general  changes 
in  the  basic  rate  scales  of  the  various  rate  territories. 


"If  these  final  percentages  be  averaged  and  weighed  ac- 
cording to  the  freight  revenue  of  the  districts  for  1918,"  Warne 
said,  "'the  average  increase  for  the  country  as  a  whole  is  113 
per  cent.  If  this  increase  be  applied  to  the  total  freight  operat- 
ing revenue  for  Class  1  carriers  for  1913,  the  increase  in  freight 
revenue  due  to  the  113  per  cent  increase  would  be  $2,420,434,318. 
The  same  percentage  increase  applied  to  the  tons  moved  one 
mile  for  the  calendar  year  1920  shows  freight  revenue  on  Class  1 
roads  to  have  been  increased  $3,341,205,503,  assuming  the  same 
earnings  per  ton  mile  as  those  of  1913." 

Analyzing  the  testimony  submitted  before'  the  Commission 
in  the  present  case  by  witnesses  for  the  railroads  as  to  the  reduc- 
tions in  rates  that  have  recently  been  made  and  upon  which 
railway  witnesses  had  placed  much  emphasis,  Mr.  Warne  claimed 
that  these  were  on  commodities  moving  for  short  distances  only 
and  between  few  points  only.  He  said:  "Except  for  lumber  rates 
from  the  Northwest,  agricultural  commodities,  and  a  few  other 
commodities,  the  reductions  have  not  been  large  and  were  usu- 
ally made  to  hold  the  traffic."  He  said: 

Even  the  reduction  on  agricultural  commodities  is  of  far  less  im- 
portance than  might  be  supposed.  The  products  of  agriculture  for 
1918  were  only  9.5  per  cent  of  the  total  freight  traffic,  and  a  reduction 
of  10  per  cent  in  rates  on  products  of  agriculture,  as  classified  by  the 
bureau  of  statistics  of  the  Interstate  Commerce  Commission,  would 
amount  to  a  reduction  of  less  than  1  per  cent.  Even  if  products  of 
animals  oe  included,  the  total  percentage  of  products  of  agriculture 
and  animals  amounts  to  only  12  per  cent  of  the  total  revenue  freight, 
and  the  reduction  would  amount  to  only  1.2  per  cent.  If  the  reduc- 
tions of  paper  rates,  or  rates  on  which  little  traffic  moves,  be  omitted, 
it  will  be  found  that  the  reductions  on  agricultural  commodities  and 
animals  bulk  larger  than  all  other  reductions  since  August,  1920. 

From  this  it  follows  that  all  real  reductions  effect  less  than  2.4  per 
cent  of  the  freight  traffic,  and  probably  less  than  2  per  cent.  The 
reductions  that  have  been  made  on  sand,  gravel  and  crushed  stone 
have  been  made  largely  where  these  commodities  had  been  moving 
bv  truck.  Testimony  in  the  present  case  shows  that  the  Boston  & 
Maine  has  made  reductions  to  hold  traffic  that  was  being  carried  by 
truck;  that  the  grain  and  lumber  reductions  have  been  made  because 
the  traffic  was  going  to  other  carriers:  that  transcontinental  reductions 
have  been  made  because  of  competition  of  the  Panama  route.  A  large 
part  of  the  reductions  since  August  26,  1920.  have  been  mere  paper 
reductions,  but  if  they  had  all  been  real  reductions  they  would  amount 
to  a  small  percentage  of  the  total  traffic. 

Says   Rate  Increases  Were  More  than  Wage  Increases 

Mr.  Warne  contrasted  the  Increases  in  rates  of  wages  to 
railway  employes  over  the  same  period  of  seven  years  he  hart 
covered  for  freight  rate  increases.  He  quoted  from  the  1920 
decision  of  the  United  States  Railroad  Labor  Board  to  the  effect 
that  "from  August,  1914.  to  December,  1917,  the  wages  of  railroad 
employes  remained  substantially  unaltered."  By  December,  1917, 
the  social  and  industrial  changes  which  accompanied  the  World 
War  had  thrown  such  wages  seriously  out  of  line  with  those  in 
other  industries  and  with  the  cost  of  living.  A  short  time  prior 
to  federal  control  organizations  of  railroad  employes  presented 
to  the  managements  requests  for  substantial  increases.  The 
director-general  on  January  10,  1918,  appointed  the  Lane  Com- 
mission, referred  those  requests  to  it.  and  empowered  it  to  in- 
vestigate the  compensation  of  railroad  employes,  and  to  make 
such  recommendations  as  should  be  deemed  proper. 

On  the  basis  of  the  Commission's  report  the  Director  General's 
Order  No.  27  was  promulgated  on  May  25.  1918.  It  increased  the  pay 
of  railway  employes  then  receiving  less  than  $250  per  month  by  per- 
centages graduated  from  43  per  cent  to  the  lower  paid  employes  to 
zero  per  cent  to  those  receiving  salaries  of  $249  per  month. 

General  Order  No.  27  was  based  upon  the  cost  of  living  at  the  time 
it  was  formulated.  These  costs,  however,  continued  to  rise  through 
the  years  1918  and  1919.  In  January,  1919,  the  shop  crafts,  and  there- 
after, other  railroad  employes  presented  requests  for  further  wage 
increases  aggregating  some  $800,000,000.  The  Director  General  trans- 
mitted these  requests  to  the  President,  who,  on  August  25,  1919,  urged 
the  employes  to  refrain  from  pressing  them,  pending  a  better  oppor- 
tunity to  estimate  the  permanence  of  high  living  costs. 

In  February,  1920,  the  organizations  of  railroad  employes  renewed 
their  requests  for  wage  increases  to  the  Director  General,  who  de- 
clined to  act,  and  was  supported  by  the  President  in  so  doing,  in  view 
of  the  approaching  termination  of  federal  control.  The  President, 
however,  on  February  13.  agreed  to  use  his  influence  toward  the  estab- 
lishment by  Congress  of  legal  machinery  to  deal  with  controversies 
between  the  carriers  and  their  employes.  On  February  28,  1920,  the 
transportation  act  became  law. 

The  Railroad  Labor  Board  awarded  its  20  per  cent  increase  in 
July,  1920,  eighteen  months  after  the  original  presentation  by  the 
employes.  In  July,  1921,  it  took  away  approximately  one-half — from 
10  to  12  per  cent — of  this  increase  by  its  wage  reduction  decision. 

When  an  attempt  is  made  to  ascertain  the  per  cent  increase  in  the 
rate  of  wages  of  railway  employes  from  1914  to  1921  almost  insu- 
mountable  obstacles  are  encountered,  partly  owing  to  the  Innumerable 
classes  of  employes,  in  part  to  changes  in  rules  and  conditions  of  em- 
ployment which  resulted  in  increases  in  pay,  and  also  in  large  part  to 
the  absence  of  basic  statistical  data  in  the  reports  to  the  Commission 
by  the  railroads  of  compensation  and  number  of  employes,  and  so  on. 

The  highest  estimate  of  total  percentage  increases  in  wages  from 
1916  to  1920  for  the  entire  country  that  I  have  seen  was  stated  as 
being  84.6  per  cent,  in  the  testimony  of  Mr.  John  G.  Walber,  secretary 
of  the  bureau  of  Information  of  the  eastern  railroads,  before  the  Sen- 
ate Committee  on  Interstate  Commerce.  This  estimate  was  for  the 
i-ngine  and  train  service  class  of  employes  and  was  based  upon  the 
inadequate  statistics  reported  by  the  carriers  to  the  Interstate  Com- 
merce Commission  and  also  upon  the  inaccurate  average  annual  com- 
pensation per  employe. 

But  accepting  for  comparative  purposes  even  this  exaggerated 
i-stimate  it  is  found  to  be  the  fact  that  the  percentage  Increase  in 
the  rate  of  wages  of  employes  has  been  much  less  than  the  113  per 
cent  increase  in  the  freight  rate.  As  the  same  percentage  Increase  in 
w:igos  is  equal  in  amount  of  dollars  to  only  one-half  that  of  freight 
rates,  it  Is  clear  that  freight  rate  advance*  have  been  very  much 
greater  than  wage  increases  over  the  same  period.  Freight  rates 
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alon.  •  rease«l    in    amounts   of   dollars   since    1914    from    two   to 

HIM..*  th>-  in   leasw-n  in  rale*  of  Mages  of  empl. 

Most  assuredly  these  compartive  IM-H-I-HI.-IJ;.-  increases  and  the 
Increases  in  dollars  since  1914.  of  freight  rates  on  the  one  hand  ami 
wages  on  the  other,  justify  the  statement,  as  representative  of  the 
facts,  that  there  can  now  be  a  considerable  reduction  in  transporta- 
tion rates  without  any  decrease  in  the  wages  of  railway  employes. 

Notwithstanding    the    l»ng-de:>  unite    moderate    increases 

In  wages  grair  Iway  employes  during  and   following  Federal 

control,   part  of  which   increase*  was  taken  away  again   in   the  July. 
1911.    wage  award   of   tl.  <    Railroad    Labor    Board,    the 

great  majority  of  employes  on   the  railroads  today  are  not   receiving 
a  wage  sufficient   to  support  them.-"  'heir  families  in  de<  • 

ami    comfort    to    the    extent    tli  -in    by    our    democratic 

form    of    society    with    its    republican    institutions.      Not    only    Is    this 
true  but   in   the  face  of   .  fit    and    in    many   case* 

•  He   does   not    n 
their  absolutely  nerr««nr\    nx.il  '  hiri.-'s  for  food,  clothing  and  shelter. 

Warne's  Testimony   Attacked 

In  a  little  more  than  an  hour  of  cross-examination.  Fred  H. 
Wood,  speaking  for  all  the  railroads,  induced  Mr.  Warne  to  ad- 
mit that  personally  he  had  little  to  do  with  the  preparation  of 
the  figures  and  charts  submitted  by  him  as  exhibits.  Warne  also 
admitted  an  error  on  the  part  of  the  clerk  who  made  up  figures 
and  a  chart  showing  the  construction  of  27,000  miles  of  new 
track  since  1908.  The  new  construction,  the  witness  admitted, 
was  only  19,000  miles  and  practically  every  mile  of  that  amount 
was  built  between  1908  and  1914.  The  clerk  who  made  the  chart 
took  the  number  of  miles  shown  in  the  Commission's  report  as 
being  operated,  and  that  showed  an  Increase  of  27.000  miles  in 
the  mileage  of  class  I  roads;  but  Wood  caused  Wane  to  admit 
that  that  meant  merely  that  some  roads  had  increased  their 
mileage  by  trackage  and  other  leasehold  rights  and  not  that 
ihey  had  built  new  lines.  Warne  said  he  had  confidence  In  his 
clerks  and  assistants. 

"Has  not  your  confidence  in  the  clerk  who  prepared  that 
chart  been  considerably  shaken  T"  asked  Wood. 

"No;  the  error  does  not  amount  to  much."  said  Warne. 

Warne  also  admitted  that  money  Invested  In  affiliated  com- 
panies Is  not  part  of  the  property  investment  account  of  a  rail- 
road, as  shown  by  the  books  of  the  Commission.  It  took  some 
time  for  the  witness  and  attorney  to  come  to  an  understanding  so 
that  Warne  could  admit  that  that  exhibit  was  also  out  of  line 
with  the  statistics  kept  by  the  Commission.  He  said  he  would 
have  admitted  that  an  hour  before  had  he  understood  Mr.  Wood's 
question. 

The  witness  could  not  show  Wood  Items  aggregating  $300. 
000.000  which  Warne  said  should  not  be  counted  as  increases  In 
operating  expense*  caused  by  Increases  In  rates  of  wage*  caused 
by  General  Order  No.  27.  The  items  quoted  by  Warne  totalled 
only  1949.000.000,  although  he  hald  said  fl.2SO.000.000  of  in- 
crease In  the  labor  cost  of  the  railroads  should  not  be  charged 
against  operating  expenses. 

When  Wood  began  asking  Warne  about  the  big  percentage 
of  increases  hi  rales  attributed  by  him  to  the  western  and 
Mountain-Pacific  groups.  Warne  asked  If  W  R.  Shelton.  the 
man  who  made  the  estimates,  might  answer  for  him.  Wood 
consented.  Mr.  Shelton  said  he  has  ascertained  the  average 
Increase  of  86  per  cent  In  rates  In  the  western  district  was  due 
as  to  56  per  cent  to  the  cumulative  effect  of  two  twenty-five  per 
cent  general  Increases.  The  rest  he  estimated  to  have  been  the 
effect  of  Increases  In  rates  between  1914  and  1918.  He  made 
traffic  men  laugh  by  Insisting  that  the  five  per  cent  Increase 
allowed  the  eastern  district  lines  In  the  fall  of  1914  and  eff«  • 
early  In  1915  was  applied  to  the  whole  transcontinental  rate.  as. 
for  instance,  on  citrus  fruits  from  the  Pacific  coast  to  eastern 
markets  and  on  traffic  from  the  east  to  the  west.  The  traffic 
men  laughed  because  the  Increase  was  not  In  the  whole  rate, 
but  merely  enough  was  added  to  the  parts  of  the  rates  west  of 
the  Mississippi  to  enable  the  western  carriers  to  pay  dlvls 
io  the  eastern  carriers  without  reducing  the  amount  accruing 
to  i  -  under  the  old  rates. 

In  much  the  same  way.  It  was  Inferred  from  his  long  ex- 
planations. Shelton  made  the  other  high  estimates  as  to  the 
average  percentage  increases.  He  Insisted  that  his  averages 
were  conservative  even  In  the  face  of  Wood's  assertive  inter 
rogatory  that  in  1920,  when  the  railroads  handled  the  greatest 
traffic  known,  the  Increase  In  the  western  district  in  revenue. 
measured  by  ton  miles,  was  only  60  per  cent. 

Warne  said  the  Commission's  compensation  figures  were  not 
worth  anything  and  contended  the  Commission  had  practically 
admitted  th.v  •  fact.  Their  lack  of  worth,  he  said,  arose 

from  the  fact  that  they  are  not  allocated  as  between  operation 
anil  new  construction,  and  fall  to  show  whether  sums  were  due 
ises  In  rates  of  pay  or  to  the  hiring  of  more  men.  !!•• 
admitted  they  showed  how  much  money  the  railroads  paid  out 
as  wages 

Canneri   Testify 

If  the  railroads  can  stand  reductions  In  rates,  representa- 
tives of  the  canning  Industry  told  the  Commission  when  It 
resumed  Its  Inquiry  February  15.  canned  goods  merited  a 
reduction  The  witnesses  at  the  morning  session  were  James 
Moore.  Rochester.  N  Y..  president  of  the  National  Canners' 
Association,  vice-president  ami  executive  manager  for  ' 
•k  Canners.  a  corporation  operating  canning  factories,  and 


E.  S.  De  Pass,  traffic  manager  for  the  Carnation  Milk  Company, 
speaking  for  mid-western  canners. 

J.  Harry  Covington,  as  attorney  for  the  canning  industry 
made  a  preliminary  statement  in  which  he  said  that  apparently 
there  had  not  been  a  keen  appreciation  of  the  close  connection 
between  agriculture  and  the  industry  for  which  he  was  speaking. 
He  said  that  if  the  carriers  could  stand  any  reductions,  the  can- 
ning industry  merited  such  reductions.  He  presented  a  letter 
or  communication  from  the  Canners'  League  of  California  in 
which  its  vice-president.  Mr.  Mi  Kinney.  made  the  assertion  that 
there  had  been  no  reductions  in  the  freight  rates  of  any  of  the 
commodities  used  by  the  industry.  Attorneys  for  the  western 
railroads  called  attention  to  the  fact  that  there  had  been  reduc- 
tions on  tin  plate,  used  by  some  of  the  canners  in  making  can-- 
for  their  own  use,  sugar  and  other  things  used  by  them.  They 
suggested  that  perhaps  the  statement  was  limited  to  some  par- 
ticular community,  but  that  the  statement  was  misleading  if  in- 
ended  to  cover  the  whole  of  the  western  district. 

A  very  large  part  of  Mr.  Moore's  testimony  was  devoted  to  an 
exposition  of  the  condition  of  the  industry  from  an  economic 
point  of  view,  the  purpose  evidently  being  to  show  that  the  costs 
resulting  from  freight  rates  had  not  come  down  in  unison  with 
other  costs.  He  showed  a  vast  increase  in  the  output  of  the  can- 
ning factories  between  1913  and  1919  and  then  a  sharp  drop  in 
1921.  In  1913  the  product  of  the  canneries,  he  said,  was  equal 
to  25.000  carloads,  but  in  1919  its  product  was  equivalent  to 
195,000  carloads,  each  loaded  with  850  cases.  Roughly  speaking, 
the  value  was  equal  to  one-third  of  the  value  of  the  wheat  crop. 

In  the  earlier  year  the  exports  amounted  to  less  than  10 
per  cent,  while  in  1919  it  amounted  to  almost  30  per  cent  of 
the  pack.  In  that  year  its  value,  in  round  figures,  was  $248.- 
930,000,  of  which  the  exports  amounted  to  $70,695,000.  To  show 
some  of  the  declines  he  cited  the  fact  that  in  the  last  season 
Maryland  packed  only  1,656.000  cases  of  tomatoes  instead  of 
an  average  of  about  5,000.000  cases.  The  great  decline  was  in 
corn,  peas  and  tomatoes.  In  1921  the  pack  of  peas  in  California 
was  only  11  per  cent  of  normal.  Some  of  the  decline,  he  said. 
was  due  to  climatic  conditions.  In  Iowa  19  of  40  factories  . 
closed,  while  In  Maryland  55  were  closed  and  71  were  In  op- 
eration. 

Mr.  DePass  said  that  If  there  were  any  reductions  in  rates 
first  consideration  should  be  given  to  rates  on  articles  of  food. 
He  said  "we  could  get  along  without  lumber,  sand,  gravel  and 
e\en  without  coal."  but  not  without /ood. 

"You  live  In  Chicago."  observed  Commissioner  Lewis.  "How 
long  do  you  suppose  the  water  supply  of  Chicago  would  last 
without  coalT" 

Canned  milk,  he  pointed  out.  gives  the  carriers  a  larger 
tonnage  than  butter  or  cheese.  If  used  for  butter  purposes,  lie 
said  the  railroads  obtained  20  per  cent  of  the  weight  outbound 
in  prod  1 1  ;..  r  cent,  and  canned  milk  50  per  cent. 

Since  1913  freight  rates,  he  said,  had  increased  from  96  to  175 
I«T  cent,  while  the  prices  of  canned  milk  are  only  from  14  to 
21  per  cent  over  pre-war.  On  a  carload  of  flour  from  Minne- 
apolis to  Chicago,  he  said  the  carriers  obtained  $92;  on  potatoes. 
$93:  and  on  canned  milk.  $122.  Increases  on  inbound  materials, 
he  said,  had  resulted  in  increases  In  costs -of  canned  milk  from 
12  to  16  cents  per  100  pounds.  The  company  for  which  he  was 
traffic  manager,  he  said,  had  recently  acquired  thirteen  plants 
in  New  York  state  to  enable  It  to  be  nearer  the  centers  of 
consumption  and  had  abandoned  two  factories  in  the  Pacific 
northwest  because  they  were  too  far  away  from  the  consumption 
centers.  Prior  to  the  war.  he  said,  that  would  not  have  hap- 
pened. 

Common  labor,  he  said,  had  been  100  per  cent  over  pre- 
_;  tlnplate.  li>o  per  cent;  and  fiber  containers,  300  per  cent. 
He  said  labor  had  fallen  to  50  per  cent  above;  tlnplate  32  per 
above,  and  fiber  containers  to  22  per  cent  above  pre-war, 
while  freight  rates  have  changed  but  little,  and  not  at  all  so 
far  as  the  majority  of  items  In  the  cariners'  expense  account  Is 
concerned. 

S.  Davies  War-field   Appears 

Interrupting  the  regular  program  of  the  Commission's  gen- 
eral rate  Inquiry.  S.  Davies  Warfleld.  speaking  for  the  National 
Association  of  Owners  of  Railroad  Securities,  and  the  National 
Railway  Service  Corporation,  organized  by  him  to  help  rail- 
roads obtain  and  repair  equipment,  suggested  that  the  Commis- 
sion should  give  immediate  attention  to  the  consolidation  of  fa- 
cilities, chief  of  which,  he  said,  of  course  were  terminals  and 
•qiiipment.  Mr.  Warfleld  took  the  stand  to  read  an  argument 
In  behalf  of  the  consolidation  of  facilities  and  then  he  had  Wal- 
ter L.  Fisher,  former  Secretary  of  the  Interior,  make  an  argu- 
ment in  favor,  practically,  of  the  Commission  laying  aside  what 
he  called  the  detail  work  of  its  duties,  such  as  the  general  rate 
Inquiry,  to  take  up  what  he  called  the  great  constructive  prob- 
lems such  as  had  been  presented  by  Mr.  Warfleld. 

Commissioner    Hall,    as    chairman    of   the   division    that 
listening  to  the  testimony,  suggested  that  the  1900  complainants 
annually  appearing  before  the  Commission  probably  would  not 
be  satisfied  l<>  have  their  matters  laid  aside  on  the  theory  that. 
Hie  Commission  was  devoting  Itself  to  constructive  work  which 
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would  bring  about  considerable  economies  and  thereby  make 
lower  rates  possible.  Mr.  Hall  said  he  did  not  desire  to  chal- 
lenge the  proposition  laid  down  by  Mr.  Fisher,  but  merely 
wished  to  suggest  that  the  question  immediately  before  the 
Commission  was  as  to  whether  relief  could  be  given  by  means 
of  reductions  in  the  rates.  Mr.  Fisher  protestingly  remarked 
that  of  course  the  Commission  had  a  great  mass  of  detail  work 
to  do  and  that  it  was  always  hard  to  lay  aside  work  of  that 
kind  because  it  was  so  pressing  to  take  up  really  constructive 

°  "We*  are  in  a  serious  condition,"  said  Mr.  Fisher.  "We've 
either  got  to  increase  the  efficiency  of  our  railroads  or  lay  in- 
creased burdens  upon  the  shippers."  He  did  not  say  that  the 
increased  burdens  would  be  higher  rates,  which  all  railroad 
men  have  said  would  be  impossible,  but  he  left  the  impression 
that  was  what  he  had  in  mind.  He  said  the  great  thing  was  to 
insure  a  continuance  of  service,  under  private  ownership  and 
operation. 

"We  may  even  have  to  resort  to  government  ownership  and 
operation,"  said  the  witness,  "but  it  ought  not  to  be  brought 
about  by  a  collapse  of  the  transportation  system  or  by  indirec- 
tion through  the  guaranty  of  equipment  trust  certificates  by  the 
government.  If  we  must  go  into  government  operation,  we 
should  go  in  with  a  plan  for  doing  so;  but  we  ought  to  exhaust 
other  methods  before  proposing  government  ownership  and  op- 
eration. There  are  enormous  wastes  in  the  purchase  and  use 
of  equipment;  enormous  economies  can  be  accomplished  by  a 
coordination  of  terminals;  duplication  of  terminals  must  be 
avoided;  this  body  is  th?  agency  that  can  bring  about  coordi- 
nation of  terminals." 

Mr.  Warfield,  in  his  statement,  offered  the  services  of 
equipment  company  organized  by  him  and  Mr.  Fisher.  In  his 
remarks,  he  said  that  if  the  Commission  desired  to  utilize  that 
corporation  he  suggested  haste,  because  March  1  was  near  at 
hand,  and  on  that  day  the  revolving  fund  appropriated  by 
Congress  would  no  longer  be  available  for  the  purpose  for 
which  it  was  created.  He  even  suggested  that  the  Commission 
make  hurried  recommendations  to  Congress  on  the  subject 
of  economies  by  the  consolidation  of  terminals  and  the  pooling 
of  equipment  for  purchase  and  repair  purposes.  He  said  that 
if  the  government  were  constrained  to  guarantee  equipment 
bonds,  as  suggested  by  Secretary  Hoover,  that  might  be  the 
first  step  toward  government  ownership  and  operation  on  the 
theory  that  the  government  might  think  it  necessary  to  send 
good  money  to  rescue  bad  investments. 

An  hour  had  been  allotted  for  the  presentation  of  the  War- 
field  plan  and  a  report  from  W.  W.  Colpitts  in  support  of  a  prop- 
osition for  the  purchase,  handling,  control,  and  repair  of  freight 
cars  at  an  estimated  annual  saving  of  several  hundred  million 
dollars.  Messrs.  Warfield  and  Fisher,  however,  used  up  all  but 
seven  minutes  of  the  hour  so  that  the  submission  of  Mr.  Colpitts' 
report  had  to  be  delayed  until  the  next  day.  The  Warfield  plan 
speakers  and  witnesses  had  displaced  the  National  Wholesale 
Grocers'  Association,  one  of  their  witnesses  having  been  taken 
off  the  stand  before  he  had  completed  his  testimony,  to  give  Mr. 
Warfield  an  opportunity  to  be  heard. 

In  his  presentation  of  the  matter,  Mr.  Warfield  said  that  the 
Association  had  appointed  a  board  of  economics  on  engineering 
composed  of  F.  A.  Molitor,  W.  W.  Colpitts,  John  F.  Stevens,  W. 
L.  Darling,  and  L.  B.  Stillwell.  He  said  that  the  idea  was  to 
have  the  Commission  exercise  that  part  of  the  power  given  in 
the  transportation  act  whereby  economies  might  be  achieved.  He 
said  in  part: 

Our  appearance  at  this  hearing  is  to  present  a  plan  for  the  effec- 
tive extension  of  the  operations  of  this  public  agency— the  Service 
Corporation — with  the  savings  obtainable  thereby.  It  will  not  be  nec- 
essary at  this  time  to  burden  the  Commission  with  the  details  of  the 
proposed  Federal  charter. 

The  operations  of  the  National  Railway  Service  Corporation  are 
not  necessarily  contingent  upon  the  pooling  of  all  freight  cars, 
although  only  through  this  •  means  can  the  most  effective  and  eco- 
nomical results  be  obtained.  The  Service  Corporation  has  already 
demonstrated  its  effectiveness  in  financing  equipment  for  roads  of 
limited  credit  and  it  has  secured  funds  therefor  at  less  cost  than  was 
obtained  outside  by  roads  of  easy  financial  circumstances. 

Secretary  Hoover  recently  appeared  before  the  Commission 
advancing  the  desirability  of  enlarging  the  method  of  financing  equip- 
ment obligations  of  the  carriers  by  the  Government  guaranteeing 
such  obligations,  so  that  the  wheels  of  industry  might  be  speeded  up 
through  orders  for  material  going  into  railroad  equipment.  It  is  not 
believed  that  it  would  be  either  necessary  or  advisable  for  the  Gov- 
ernment to  guarantee  the  equipment  or  other  obligations  of  the  car- 
riers if  the  proposals  made  were  adopted.  These  proposals,  if  given 
full  effect,  contemplate  the  immediate  repair  of  the  existing  and 
abnormal  number  of  bad  order  cars. 

A  single  agency  could  purchase,  standardize,  allot,  repair  and 
direct  the  movement  of  the  cars  of  the  railroads  more  effectively  than 
could  be  done  under  existing  conditions,  and  shippers  served  more 
expeditiously. 

It  Is  self  evident  that  fewer  freight  cars  under  a  central  agency 
could  carry  the  products  of  the  country  more  effectively  and  eco- 
nomically than  when  each  individual  railroad  is  required  to  purchase 
cars  for  its  peak  requirements  and  handles  its  own  cars  as  it  sees  fit. 

Such  a  central  agency  could,  in  co-operation  with  the  railroads, 
and  their  present  established  agencies,  best  work  out  the  actual 
requirements  of  each  railroad  as  to  freight  cars,  and  could  make 
repairs  and  rebuild  freight  cars  cheaper  and  more  effectively  and 
prolong  the  life  of  cars  to  a  greater  extent  than  under  the  present 
system. 

Sinre  the  Service  Corporation  would  supply  the  means  for  fur- 
nishing the  railroads  with  equipment,  each  railroad  could  furnish  its 


quota  of   the   cars   necessary   for  the   transportation   requirements   of 

16  I°n  "addition  to  the  regular  officials  that  an  organization  of  this 
description  would  necessarily  require,  the  Board  of  Trustees  would 
be  evenly  divided  between  executives  of  the  railroads  and  those  repre- 
senting "investment,  business  and  public  interests,  such  as  compose 
the  present  Board  of  the  Service  Corporation.  The  trustees  repre 
Hfiiting  the  railroads  should  be  selected  by  each  of  the  four  groups 
of  railroads  already  established  by  the  Commission. 

Pickle  and   Kraut  Men  Heard 

Before  the  Warfield  plan  was  brought  forward  J.  Andrew 
Ronan,  of  Chicago,  in  behalf  of  the  National  Kraut  Packers  and 
Dealers,  and  the  National  Pickle  Packers  Association,  said  that 
kraut  should  have  been  given  the  10  per  cent  reduction  made  on 
agricultural  products.  Any  reductions  made  by  the  Commission 
on  canned  goods  should  be  extended  to  kraut  and  pickles  by  all 
means,  he  said. 

H.  W.  Prickelt,  in  behalf  of  Utah  canners,  submitted  a  very 
large  compilation  of  rates  on  canned  goods  showing  car  miles  on 
694  cars  with  an  average  haul  of  883  miles,  from  Utah  canneries 
with  car  mile  returns  averaging  33.29  cents,  June  24,  1918;  41.59 
cents  on  August  25,  1920,  and  53.39  cents  at  present  on  an  aver- 
age loading  of  57,924  Ibs.,  and  average  rates  of  50.76,  63.41  and 
81.40  cents  per  100  Ibs.  To  further  show  the  ill  effect,  as  claimed 
by  Mr.  Prickett,  of  the  high  rates,  H.  L.  Harrington,  president 
and  manager  of  the  Utah  Canning  Company  of  Ogden,  Utah,  was 
put  upon  the  stand.  He  said  that  actual  figures  from  tomato 
acreage  alone,  owned  by  the  Utah  Canning  Co.,  in  1920  showed 
that  the  railroad  companies  received,  on  an  average,  $197.87  for 
transporting  the  tomatoes  grown  on  an  acre  of  ground.  He  said 
that  costs  had  become  so  high  that  in  1921  the  pack  in  Utah  had 
fallen  to  50  per  cent  of  normal,  and  that  it  would  be  smaller  than 
that  in  1922. 

J.  W.  Hirscher,  president  of  the  National  Wholesale  Grocers 
Asesociation,  the  members  of  which,  he  said,  handled  85  per  cent 
of  the  tonnage  valued  at  $4,000,000,000  per  annum,  submitted  that 
first  consideration  should  be  given  to  food  articles  when  reduc- 
tions in  freight  rates  were  under  discussion.  His  idea  was  that 
horizontal  reductions  could  not  be  justified  at  the  present  time 
but  that  basic  and  primary  products,  especially  food,  only  should 
be  thought  of.  The  reductions,  he  claimed,  should  be  in  both 
carload  and  less  than  carload  rates.  He  took  issue  with  Secre- 
tary Hoover,  who  said  that  only  small  quantities  of  food  moved 
in  less-than-carload  quantities;  he  said  that  if  meat  were  ex- 
cluded, the  distribution  of  food  in  less-than-carload  quantities 
would  be  at  least  90  per  cent  of  the  total.  He  said  Mr.  Hoover 
probably  had  had  in  mind  only  the  primary  food  articles,  while 
the  witness  had  in  mind  manufactured  food  that  was  being 
distributed.  He  held  it  would  be  discriminatory  to  reduce  car- 
loads and  not  the  L.  C.  L.  rates. 

J.  B.  Newman,  assistant  to  Mr.  Hirscher,  went  exhaustively 
into  the  condition  of  the  wholesale  grocers  to  show  their  hard 
financial  condition,  brought  about  to  a  considerable  extent,  he 
said,  by  the  necessity  of  their  financing  farmers  and  retailers 
through  the  depression  caused  by  the  low  price  of  farm  products. 

L.  F.  Berry,  traffic  manager  for  Reid,  Murdoch  &  Co.,  and 
speaking  for  the  National  Wholesale  Grocers  Association,  esti- 
mated that  from  90  to  95  per  cent  of  the  tonnage  of  groceries  out- 
bound was  in  less-than-carload  quantities  and  the  70  per  cent  in- 
bound was  probably  in  pooled  cars.  He  submitted  many  charts 
but  had  not  completed  his  testimony  when  he  was  asked  to  step 
aside  so  as  to  allow  Mr.  Warfield  to  present  his  plan. 

Colpitts  Boosts  Warfield  Plan 

In  continuance  of  the  arguments  made  in  behalf  of  the  War- 
field  plan  for  economies  in  the  operation  of  the  railroads,  W.  W. 
Colpitts,  a  member  of  the  board  of  economics  and  engineering 
appointed  by  the  Association  of  Owners  of  Railroad  Securities, 
February  16  submitted  the  details  of  the  plan  for  pooling  all 
the  equipment  interests  of  the  railroads  under  the  control  of 
the  National  Railway  Service  Corporation,  organized  by  Mr.  War- 
field  to  assist  railroads  in  obtaining  equipment.  The  security 
owners  advocated  turning  over  control  to  their  corporation  on 
the  ground  that  it  would  save  the  railroads  about  $300,000,000  a 
year  and  assure  an  economic  distribution  of  cars,  by  depriving 
a  given  company  of  the  discretion  it  now  exercises  in  distribut- 
ing cars  to  the  points  where  its  traffic  officials  think  they  will 
be  needed. 

Answering  questions  propounded  to  him  by  Fred  H.  Wood, 
Mr.  Colpitts  said  that  his  judgment  in  favor  of  his  plan  would 
not  be  influenced  by  what  Mr.  Wood  said  was  the  fact  that  under 
federal  control  when  all  cars  could  be  distributed  on  orders  from 
Washington,  there  was  as  much  empty  car  mileage  as  there 
was  when  the  cars  were  distributed  by  the  railroads  themselves. 
The  witness  wanted  to  know  whether  the  percentage  of  empty 
mileage  was  the  same.  When  Mr.  Wood  said  it  was,  Mr.  Colpitts 
indicated  he  did  not  think  much  of  the  fact  that  the  percentage 
of  empty  car  mileage  was  as  great  under  centralized  government 
operation  as  under  decentralized  company  operation. 

Wood  wanted  to  know  whether  the  savings  would  warrant 
an  immediate  reduction  in  rates,  such  as  was  being  sought  in 
this  proceeding. 

"Savings  are  needed  to  help  the  credit  of  the  railroads," 
said  Mr.  Colpitts.  "It  seems  these  savings  would  not  be  an  argu- 
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ment  (or  immediate  reductions  in  rates.  It  would  take  months, 
perhaps  a  year,  to  realise  them.  The  maximum  would  be  reached 
in  five  or  ten  years.  The  estimates  are  based  on  ten  and  twenty- 
Year  periods." 

Mr.  Colpitts  admitted,  in  answer  to  Mr.  Wood,  that  a  large 
part  of  the  savings  would  be  in  fixed  charges  and  not  in  operat- 
ing expenses.  The  security  owners  were  proposing  a  central 
organization  to  do  the  work  that  is  now  being  done  by  each 
railroad  corporation,  because  the  corporation  suggested  as  the 
agency  to  be  employed  could  do  it  cheaper  than  the  railroads 
as  Individuals,  he  said. 

Answering  questions  by  Commissioner  Hall.  Mr.  Fisher,  at- 

torney for  the  security  owners,  said  it  was  their  purpose  to  have 

bills  introduced  in  Congress  to  permit  the  accomplishment  of 

the  end  in  view.     He  added,  however,  that  they  would  like  an 

.immediate  expression  from  the  Commission. 

During  the  cross-examination  of  Mr.  Colpitts,  It  was  brought 
out  that  the  car  service  section  of  the  American  Railway  Asso- 
ciation has  authority  to  direct  the  distribution  of  cars  in  the 
way  that  was  being  suggested,  but  Commissioner  Altchison  caused 
Chairman  Gormley.  of  the  car  service  section,  to  admit  that  the 
association  could  not  enforce  its  orders  and  that  railroads  have 
not,  in  all  instances,  been  inclined  to  obey  them. 

The  plan,  generalized,  provides  for  the  Inspection,  repair 
and  rebuilding  of  interchange  freight  cars,  placing  all  cars 
normally  used  in  general  interchange,  subject  to  the  control  of 
the  central  agency  (the  National  Railway  Service  Corporation) 
with  the  concurrence  of  the  owners,  each  railroad  retaining  Its 
local  or  special  equipment. 

The  ownership  of  existing  equipment  Is  not  disturbed. 
Where  unequal  ownership  of  freight  cars  exists  carriers  would 
be  required  to  bring  up  their  quota  of  cars  to  meet  the  coun- 
try's needs. 

The  following  are  headings  under  which  operating  details 
are  discussed  and  through  which  the  savings  are  to  be  brought 
about:  Reduction  of  empty  car  mileage;  redaction  In  first  coat 
of  new  equipment;  saving  In  financing  the  purchase  of  new 
equipment;  reduction  in  cost  of  freight  car  repairs;  saving 
through  retirement  of  weak  cars;  Increase  in  ton-miles  per  car 
per  day;  reduction  In  switching  movements;  reduction  of  dam- 
age to  cars  and  lading  and  consequent  delays  to  movement; 
saving  through  Improved  distribution  of  can.  Mr.  Colpitts 
summarised  the  benefit*  as  follows: 


(•)   Saving*  In  railroad  operation  can  be  affected  aggregating  more 

than  tI04.000.6M  per  annum,   an  amount  equal  to  about  one-third  of 

1*11.000.000  paid  In  mi  In  Interact  and  dividend*  to  the  ownen  of 

stork*  of  Claw  I   railroad*. 
central   agency    herein   proposed 
repair  or  rebuilding,  either  In 
f  the  100.000  had  order  ran  no 
of  the  modi  lancer  number  of 
acement   with  modern  can  of 


. 

1*11.000.0 
the  U.ndj  and  stork*  of  Claw  I   railroad*. 

(b)  The  central  agency  herein  proposed  would  Immediately  ar- 
range for  the  repair  or  rebuilding,  either  In  railroad  shop*  or  thoee  of 
car  builder*.  of  the  100.000  had  order  ran  now  In  the  country,  and  for 
toe  retirement  of  the  modi  lancer  number  of  •mull  capacity  weak  car* 
and  their  replacement  with  modern  can  of  larger  capacity  no  a*  to 
provide  ample  equipment  »«»ln»t  the  return  of  normal  traffic.  The 
employment  of  the  men  and  the  purchase  of  the  material*  and  *upplle« 
which  thl*  plan  Involve*  will  aid  appreciably  In  restoring  btulnrs* 
activity  and  putting  to  work  UO.OOO  Idle  can  —  the  irreateat  number  In 
railroad  hlitory. 

.-  unified  operation  of  freight  car*,  ihortace*  will  be  lea* 
frequent  and  of  ahorter  duration,  and  *hlpper»  will  have  greater  a*sur- 
ance  of  receiving  cara  when  and  where  needed.  The  program  for  new 
•.on  and  replacement*  will  permit  of  more  adequate  provlalon 
of  cara  designed  ana  adopted  to  meet  ipeclal  need*  *urh  aa  the  move- 
ment of  the  grain  of  the  weal,  the  citrus  fruit*  and  vegetable*  of 
California,  Florida  and  the  *outh.  and  product*  of  the  rait  and  central 
we«t. 

Central  Equipment  Control  Advocated 

"Through  central  control  of  the  equipment."  Mr.  Colpitts 
pointed  out,  "it  Is  quite  possible  to  establish  a  program  of 
replacements  which,  within  a  definite  period,  say,  five  years, 
would  eliminate  all  wooden  cars  from  Interchange  service.  In 
January,  1921.  the  total  number  of  wooden  can  In  service  ap- 
proximated 890.000.  with  a  capacity  ranging  from  30  to  35  tons. 
"It  is  proposed  to  replace  these  890,000  can  within  a  period 
of  five  yean  with  540,000  steel  underframe  can  of  fifty-ton 
capa< 

!!••  said  that  In  collaboration  with  the  American   Railway 
Association  It  Is  estimated  the  agency  —  the  service  corporation  — 
.Id  establish  a  standard  design  for  can  of  different  capacities, 
stabilizing    the    work   of   car   manufacturers;    that   the   agency 
d  best  distribute  such  surplus  can  from  a  railroad  where 
can  are  now  owned  and  only  used  for  that  railroad's  seasonal 
requirements,  so  that  such  can  could  be  used  many  times  over 
to  meet   the  conditions  of  the   seasonal   requirement  of  other 
roads  and  localities. 

I'nder  the  central  agency  can  would  be  Inspected  at  in- 
'  hange  points  and  where  repaln  or  rebuilding  Is  found  neces- 
sary they  would  be  assigned  to  either  the  shops  of  car  manu- 
facturers  or   railroad   shops   nearest   the  point    of    Inspection. 
whichever  would  prove  the  more  economical,  he  said. 

In  collaboration  with  the  American  Railway  Association,  he 
said  local  croup  committees  would  be  appointed  throughout  the 
ntry   whose   function   It   would   be   to   know   In   advance   the 
'Is  of  earh   section   and  distribute   cars   In   accordance   with 
local   requirements,   the   chairman   of  each   group   committee   to 
•he  chief  routing  officer  of  the  dIMrlrt.     Then  he  said: 


agency.  A  carrier  will  be  no  longer  concerned  as  to  the  number  of  cms 
on  Its  rails  owned  by  itself  or  by  other  lines.  The  agency  will  be 
treated,  for  purposes  of  settlement,  as  the  owner  (or  lessee)  of  all  in- 
terchange cars.  Each  carrier  will  be  concerned  only  with  the  balance 
between  interchange  cars  on  its  own  rails  and  its  contribution  of  cars 
to  agency  control,  subject  to  such  exceptions  as  may  lie  made  in  case 
of  waiver  of  per  diem.  The  ageiu-y  will  undertake  to  supply  participat- 
ing carriers  with  their  normal  needs  at  all  tim.s  and  with  their  appro- 
priate share  of  the  surplus  over  normal  needs.  The  cost  of  operating 
the  agency,  not  specifically  allocated,  will  be  assessed  according  to 
car  use. 

The  economies  that  will  result  from  common  use  of  freight  car 
•  •'liilpment  are  so  large  as  to  make  the  adoption  of  a  plan  that  will 
realise  these  economies  an  imperative  necessity,  both  in  the  carriers' 
interest  and  that  of  the  public. 

From  the  standpoint  of  the  carriers  as  a  whole  It  affords  a  means 
of  greatly  reducing  operating  expenses  without  injury  to  any  carrier: 
it  relieves  them  Individually  from  the  burdens  now  inhering  In  the 
financing  and  purchasing  of  equipment:  It  maintains  in  their  control, 
through  co-operativt-  a.tiim  Utw.,n  tin-  National  Itaihvay  Service 
Corporation  and  the  . \merionn  Railway  Association,  the  distribution 
and  movement  of  cms:  and  finally  it  affords  an  opportunity  for  greater 
realization  of  the  value  of  the  equipment  as  a  part  of  the  transporta- 
tion machine.  From  the  standpoint  of  the  public  it  offers  assurance 
of  Improved  sen-Ice  upon  the  return  of  normal  conditions  and  of  re- 
duced rate*. 

Grocers  Complete  Testimony 

After  the  Warfleld  plan  had  been  presented,  Mr.  Berry  re- 
sumed the  stand  for  the  wholesale  grocers,  to  complete  the 
presentation  of  a  great  mass  of  charts  and  exhibits  Intended  to 
show  the  comparatively  good  financial  condition  of  the  carriers, 
the  comparatively  unsatisfactory  business  of  the  grocers  and 
finally  of  the  great  disparity  in  the  percentage  of  increases  in 
prices  of  groceries  and  railroad  rates  since  1913.  He  said  the 
grocery  list  in  1921  was  34.1  per  cent  above  1913.  while  the 
freight  rates  were  from  300  to  400  per  cent  above. 

ills  suggestion  to  the  Commission  was  the  elimination  of  the 
increase  made  by  Kx  Parte  74  In  the  class  rates  applying 
on  food  products,  and  naturally  also  the  increases  in  commix!  n\ 
rates,  where  such  commodity  rates  apply  on  food  products  that 
In  other  districts  are  carried  on  class  rates.  In  none  of  his 
testimony  did  he  include  meat  products.  He  was  testifying  only 
for  the  food  products  handled  generally  by  the  grocers. 

Fully  as  elaborate  exhibits  and  charts  were  put  into  the 
record  by  Raymond  O.  Phillips,  secretary  of  the  International 
Apple  Shippers'  Association,  speaking  for  that  association,  for 
the  Joint  Council  of  the  National  League  of  Commission  Mer- 
chants of  the  United  States  and  the  Western  Fruit  Jobbers' 
Association.  They  were  based  upon  a  nine  months'  study  of 
the  actual  transactions  covering  neariy"S,ooo  cars  of  fruits  and 
vegetables.  Intended  as  an  answer,  he  frequently  asserted,  to 
the  charges  made  that  commission  merchants  had  been  shown 
to  be  profiteer*  and  propagandists,  and  that  the  freight  rate,  on 
cabbage  from  Texas  to  Chicago,  for  instance,  constituted  only 
a  small  part  of  what  was  exacted  from  the  consumer  by  the 
commission  and  retail  merchants.  He  produced  figures,  together 
with  car  numbers,  which  he  said  had  been  submitted  to  the 
railroads  for  checking  by  them,  to  show  that  in  the  spring  of 
1922  the  commission  merchants  of  Chicago,  on  Texas  cabbage, 
stood  an  average  loss  of  $60.21  per  car  without  counting  salaries 
of  executives  or  Interest  on  capital,  while  the  railroads  obtained 
$384.15  per  car,  on  the  avenge. 

Commissioner  Hall  suggested  that  there  was  nothing  of  the 
kind  to  which  Mr.  Phillips  was  referring,  that  Is  charges  of 
profiteering  and  propaganda  In  the  record.  Fayette  B.  Dow,  at- 
torney for  the  fruit  and  vegetable  men.  however,  said  the  charts 
and  figures  were  Intended  to  show  the  relationship  of  prices  and 
rates. 

Continuing.  Mr.  Phillips  showed  that  on  Texas  spinach  the 
merchants  lost  an  average  of  $280  per  car  on  368  cars,  on  each 
of  which  the  railroads  obtained  a  revenue  as  great  as  on  cabbage. 

As  to  the  charge  that  the  freight  rate  constituted  only  a 
small  pan  of  the  prices  paid  by  the  consumers,  the  witness  said 
be  was  dealing  with  the  wholesale  prims.  Instead  of  being 
only  a  small  part,  he  said,  the  rates  on  9.476  cars  of  fruits  and 
vegetables  handled  In  Boston,  New  York.  Philadelphia,  Pitts- 
burgh, Chicago  and  Indianapolis,  the  rail  rate  constituted  32.79 
per  cent  of  the  sales  prices;  that  50.72  per  cent  went  to  the 
shipper  and  3.16  per  cent  as  the  wholesalers'  gross  profit,  with 
4.43  per  cent  for  miscellaneous  costs. 

Similar  charts  showing  even  greater  percentages  caused  by 
freight  rates  were  Included  In  the  exhibits.  The  chart  on  Texas 
cabbage  showed  the  freight  rate  to  constitute  75.12  per  cent  of 
the  sales  price  In  the  wholesale  market. 


•  i 


-r»  will  no  lonc'T   bill  fit:  h   other   fur   per  diem,    repairs,   etc. 
awh  Item*  will  be  charged  to  and  by  the  agency  and  cleared  by  the 


CLOTHIERS    FAVOR    SPECIFIC    REDUCTIONS 
The  National  Association  of  Retail  Clothiers  has  submitted 
to  the  Commission  a  brief  In  which  the  position  of  the  adsocia- 
tlon  with  regard  to  nte  reductions  Is  outlined  a»  follows: 

We  believe  that  thl*  I*  not  the  time  for  a  horizontal  reduction  in 
all  freight  rates.  We  believe  Instead  that  all  reductions  possible  at 
this  time  should  be  centered  on  farm  products,  farm  machinery.  Steel 
iron.  coal,  nnd  such  basic  commodities.  We  stand  unqualified!* 
for  a  reduction  In  rates  on  all  basic  commodities  where  It  can  be 
shown  that  present  rates  are  interfering  with  the  fice  movement  .if 
freight  and  where  such  reductions  will  tend  to  restore  confidence,  t.. 
promote  buying,  and  to  decrease  costs.  We  believe,  with  substantial 
reductions  in  basic  commodity  rates,  return  to  normal  conditions  will 
be  hnstcn 
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Traffic  Lesson  No.  4 

K.itc-Miiking  Organization  of  the  Railroads — Fourth  Lesson  in  the  Course  Written  for  the  Traffic 

World  by  Grover  G.  Huebner,  Ph.  D.,  Professor  of  Transportation  and 

Commerce,  University  of  Pennsylvania — (Copyrighted) 


The  business  organizations  of  railroads  differ  according  to 
the  length  of  their  mileage,  the  volume  and  nature  of  their 
traffic,  the  geography  of  the  territory  served,  the  personal  views 
of  the  higher  officials,  and  other  varying  circumstances.  On 
large  systems  the  business  organization  is  divided  into  from 
ten  to  thirteen  departments,  many  of  which  have  charge  of 
duties  that  are  only  remotely  connected  with  freight  traffic  and 
rates.  The  largest  department  is  the  operating  department, 
which  has  charge  of  the  actual  handling  and  transportation  of 
freight  and  passengers.  It  is  subdivided  into  three  smaller  de- 
partments—the transportation  department,  which  has  charge  of 
actual  train  operation;  the  mechanical  or  motive  power  depart- 
ment, which  cares  for  the  railroad's  equipment  and  operates  its 
shops;  and  the  maintenance  department,  which  maintains  its 
roadway  and  structures.  This  department  may  also  have  charge 
of  new  construction  work;  otherwise  a  separate  engineering 
department  is  created  for  that  purpose. 

To  perform  other  distinct  functions  on  a  large  American 
railroad  there  usually  are  an  executive  department,  a  treasury 
department,  accounting  department,  secretary's  department,  law 
department,  purchasing  or  purchasing  and  supply  department, 
real  estate  department,  insurance  department,  relief  department 
or  association,  pension  department,  and  a  freight  claim  depart- 
ment, which  is  usually  located  within  one  of  the  larger  depart- 
ments of  the  railroad.  Several  lines  have  recently  established 
personnel  departments.  All  the  departments  of  a  railroad  are, 
of  course,  subordinate  to  the  president  or  chief  executive,  the 
board  of  directors  and  the  various  committees  of  the  board. 
Duties  of  Railroad  Freight  Traffic  Department 

The  department  with  which  we  are  mainly  concerned  is 
the  traffic  department,  for  it  is  this  branch  of  the  railroad  serv- 
ice that  has  charge  of  a  line's  traffic  work.  It  is  the  business 
or  selling  department  of  the  railroad.  It  is  subdivided  into  a 
freight  traffic  department  and  a  passenger  traffic  department, 
both  of  which  are  usually  supervised  by  one  and  the  same 
vice-president,  but  which  otherwise  are,  for  the  most  part,  organ- 
ized separately.  The  freight  traffic  department  has  charge  of 
making  freight  and  other  freight  charges;  prorating  or  arrang- 
ing divisions  of  through  rates  with  connecting  carriers  in  case 
of  through  traffic;  arranging  through  routes;  co-operating  with 
other  lines  in  their  freight  traffic  associations,  which  will  be 
described  in  the  following  lesson;  negotiating  with  the  railroad's 
classification  committees  concerning  the  classification  of  freight; 
providing  evidence  in  rate  cases  before  courts  and  commissions; 
issuing  and  distributing  rate  tariffs  or  authorizing  tariff  agen- 
cies, soliciting  and  otherwise  developing  freight  traffic;  and  in- 
structing station  and  freight  agents  concerning  their  traffic 
work.  Unless  the  railroad  has  a  separate  industrial  department 
it  also  has  charge  of  the  development  or  location  of  new  indus- 
tries, and  it  sometimes  embodies  the  freight  claim  department, 
which  settles  or  disposes  of  freight  claims.  The  freight  traffic 
department,  consequently,  has  a  special  bearing  on  the  study 
of  traffic  and  rates.  A  study  of  passenger  traffic  and  fares 
would  be  similarly  concerned  with  the  passenger  traffic  depart- 
ment. 

Although  a  large  part  of  the  freight  traffic  department  is 
directly  engaged  in  the  development  of  traffic  or  in  the  perform- 
ance of  work  other  than  rate-making,  practically  all  traffic  offi- 
cials and  employes  are  indirectly  concerned  with  that  important 
branch  of  traffic  work.  The  freight  traffic  department  is,  in  fact, 
obliged  to  seek  the  co-operation  of 'other  departments  in  order 
to  obtain  some  of  the  detailed  information  needed  to  fix  freight 
rates  intelligently. 

Three  General  Types  of  Freight  Traffic  Department  Organization 
Although  the  freight  traffic  department  of  each  railroad  dif- 
fers from  that  of  every  other  railroad,  in  a  general  way  there 
are  three  broad  types  or  forms  of  traffic  organization. 

(1)  The  first  may  be  referred  to  as  the  centralized  freight 
traffic  department,  in  which  all  the  principal  traffic  officials  are 
located  at  one  point.     A  traffic  department  such  as  this  will,  of 
course,  have  division  traffic  agents,  district  agents,  etc.,  located 
at  various  points,  but  the  general  or  central  traffic  organization 
is  centralized  at  a  single  place.    In  the  not  distant  past,  this 
was  the  organization  practice  of  most  American  railroads,  but 
in  recent  years  it  is  adhered  to  mainly  by  the  smaller  railroads 
whose  lines  serve  relatively  compact  areas  and  whose  mileage 
does  not  extend  over  enormous  distances. 

(2)  Many  of  the  larger  railroads  operating  throughout  vast 
areas  have  found  it  desirable  to  decentralize  their  freight  traffic 
departments    to   some    extent   by   locating   some   of   their   main 
traffic  officials  at  different  points.     Under  this  plan,  which,  in  the 


absence  of  standardized  terminology,  may  perhaps  be  referred 
to  as  the  semi-decentralized  plan,  a  central  traffic  office  is  main- 
tained, but  many  general  traffic  officers  are  permanently  located 
elsewhere  on  the  company's  lines.  In  case  of  one  of  the  great 
transcontinental  railroads,  for  example,  the  Traffic  Vice-Presi- 
dent,  the  Freight  Traffic  Manager,  two  Assistant  Freight  Traffic 
Managers,  three  Assistant  General  Freight  Agents,  a  Foreign 
Freight  Agent,  the  Chief  of  the  Tariff  Bureau,  and  the  Manager 
of  the  company's  fast  freight  line  are  situated  at  Chicago.  One 
Assistant  Freight  Traffic  Manager,  however,  is  located  at  San 
Francisco,  and  another  at  Topeka;  one  General  Freight  Agent 
is  situated  at  Los  Angeles  and  another  at  Tepeka;  a  General 
.Live  Stock  Agent  is  situated  at  Kansas  City;  three  Assistant 
General  Freight  Agents  are  at  San  Francisco;  two  at  Topeka, 
and  one  each  at  Los  Angeles,  Phoenix  and  Amarillo. 

(3)  Several  of  the  larger  railroads  have  recently  decen- 
tralized their  freight  traffic  departments  to  an  even  greater 
extent  by  adopting  the  so-called  regional  plan  of  organization. 
So  far  as  the  Freight  Traffic  Department  is  concerned,  the  re- 
gional plan  provides  for  an  almost  complete  traffic  organization 
in  each  of  several  distinct  regions.  The  newly  established  re- 
gional organization  of  one  of  the  great  eastern  trunk  lines,  for 
example,  includes  (a)  a  Vice-President  in  Charge  of  Traffic,  a 
General  Traffic  Manager  and  separate  general  officers  in  charge 
of  express  traffic,  mail  services  and  traffic  and  warehouses,  who 
are  in  general  charge  of  traffic  work  for  the  entire  system;  and 
(b)  a  comprehensive  traffic  department  in  each  of  four  regions 
with  central  offices  located,  respectively,  in  Philadelphia,  Pitts- 
burgh, Chicago  and  St.  Louis.  At  the  head  of  each  region  is 
a  Vice-President,  acting  as  the  chief  executive  of  the  traffic 
department  and  of  all  other  departments  maintained  within  this 
region.  The  regional  traffic  departments  under  these  regional 
vice-presidents  are  not  exactly  alike  in  each  of  the  four  regions, 
but  the  freight  traffic  department  in  the  so-called  eastern  region 
is  typical.  It  includes  a  Traffic  Manager  who  is  concerned  with 
both  freight  and  passenger  traffic;  a  Freight  Traffic  Manager, 
Assistant  Freight  Traffic  Manager;  General  Freight  Agent; 
Assistant  General  Freight  Agent;  General  Coal  Freight  Agent; 
Coal  Freight  Agent;  Freight  Claim  Agent;  and  eleven  Division 
Freight  Agents. 

Rate-Making    Officials 

Bearing  in  mind  constantly  that  there  is  no  uniformity  in 
the  way  the  freight  traffic  departments  of  different  roads  are 
organized,  it  is  now  permissible  to  refer  in  more  detail  to  the 
officials  who  are  usually  charged  with  rate-making  and  those 
who  serve  as  sources  of  rate-making  information. 

Ordinarily  the  general  freight  agents  have  direct  charge  of 
the  detailed  work  of  making  the  rates  on  general  freight  or 
merchandise.  There  may  be  two  or  more  of  these  officials,  re- 
spectively, in  charge  of  local  and  through  rates,  or  in  charge  of 
rate-making  on  different  parts  of  a  railroad  system.  They  are 
usually,  though  not  always,  subordinate  to  a  general  freight 
traffic  manager  who  also  has  rate-making  powers,  but  concerns 
himself  more  largely  with  supervising  the  work  of  the  general 
freight  agents  and  other  traffic  officials,  with  the  making  of 
traffic  arrangements  with  other  lines,  and  with  the  general  rate- 
making  policy  that  shall  be  pursued.  Rates  are  submitted  to 
him  for  his  approval  or  disapproval,  and  he  is  consulted  by  the 
general  freight  agents  when  important  rate  matters  are  up  for 
decision.  Many  large  railroads  also  have 'a  traffic  vice-president 
who  acts  are  the  chief  executive  of  the  entire  traffic  department, 
supervises  its  work,  maintains  discipline,  governs  appointments 
and  decides  on  the  broad  traffic  policy  of  the  company.  He  has 
rate-making  as  well  as  passenger  fare-making  powers,  and  may 
exercise  it  when  important  charges  are  fixed,  but  he,  too,  is 
primarily  a  supervising  official,  and  is  concerned  more  with  the 
general  rate  policy  of  the  road  than  with  the  many  individual 
rates  that  are  made  by  the  general  freight  agents,  or  general 
freight,  traffic  manager.  He,  for  example,  would  determine 
whether  the  railway's  policy  in  the  future  shall  be  one  of  in- 
creasing or  declining  freight  rates.  Rate-making  is  further 
supervised,  but  in  less  detail,  by  the  president  and  the  board 
of  directors,  to  whom  the  traffic  department  and  other  depart- 
ments are  responsible. 

When  a  railroad  carries  an  unusual  volume  of  some  particu- 
lar commodity,  it  commonly  places  its  development  and  rates 
in  charge  of  special  traffic  officials.  Thus  coal  and  coke  rates, 
instead  of  coming  within  the  province  of  the  general  freight 
agents,  may  be  made  by  a  general  coal  freight  agent,  and  live 
stock  rates  by  a  general  live  stock  agent.  Such  special  traffic 
officials  may  be  subordinate  to  the  general  freight  traffic  man- 
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ager.  but  in  some  instances  report  direct  to  the  traffic  vice- 
president.  Those  possessing  rate-making  powers  co-operate  with 
the  general  freight  agents  in  so  far  as  their  work  is  interde- 
pendent, and  any  that  are  not  authorized  to  make  rates  are 
nevertheless  important  links  in  the  rate-making  organization  as 
valuable  sources  of  information  regarding  rates. 

Sources  of  Information 

Freight  rate-making  is  so  closely  dependent  on  a  detailed 
knowledge  of  business  requirements  and  local  conditions  that 
the  rate-making  officials  cannot  depend  solely  on  their  own, 
knowledge,  nf  general  conditions  and  rate  structures.  They  are^ 
constantly  being  assisted  bv  the  many  trafflr  nqicjals  and  em- 
ployes who  are  not  themselves  empowered  to  fix  rates,  but  who, 
are'  sources  of  information  or  "»»>•  nx>ninm«»ndatlon«  regarding 
freight  rates,.  In  the  freight  traffic  department  are  the  assistant 
general  freight  agents,  who  ordinarily  are  in  charge  of  freight 
solicitation  or  other  allied  special  duties,  which  give  them  a 
wide  knowledge  of  traffic  conditions.  Under  the  general  and 
assistant  general  freight  agents  are  many  officials  and  em- 
ployes who  solicit  traffic  and  thus  come  Into  close  contact  with 
shippers  and  consignees.  Division  freight  agents,  for  example, 
are  placed  in  charge  of  distinct  traffic  divisions.  They  study 
toe  rate  situation  locally,  are  personally  acquainted  with  many 
shippers  and  consignees,  have  a  detailed  knowledge  of  what 
kinds  of  freight  are  shipped  in  their  divisions,  and  understand 
the  reasons  for  traffic  fluctuations.  They  are,  therefore.  In  a 
position  to  make  rate  recommendations  to  the  general  freight 
agents  concerning  rates  within  their  particular  divisions  and 
furnish  them  with  valuable  local  Information  in  written  reports 
or  by  personal  consultation. 

•:.-. 


are  thedlstrict  freight  solicitors  who  are  assigned  to  large  traffic 
districts  In  which  a  given  railroad  wishes  to  share  largely  In 
the  through  freight  business.  Commercial  agents,  general 
agents,  contracting  agents  or  otherwise  designated  traffic  agents 
are  assigned  to  particular  cities  or  traffic  centers;  soliciting 
agents  are  sent  out  personally  to  solicit  freight  traffic  from 
shippers  and  consignees  within  particular  districts;  traveling 
freight  salesmen  of  the  railroad  are  employed:  and  there  may 
be  one  or  more  foreign  freight  agents  located  in  the  United 
States  or  abroad  who  seek  to  develop  the  foreign  freight  busi- 
ness of  the  railroad.  The  managers  and  superintendents  of 
fast  freight  lines  are  sources  of  Information  regarding  the  rates 
on  freight  routed  In  the  name  of  such  lines.  Many  railroads 
have  Industrial  agents  who  possess  data  regarding  the  relation 
between  freight  rates  and  the  location  of  new  industrial  plants. 
Some  lines  also  hare  special  agents,  such  as  the  agricultural 
agent,  horticultural  agent,  dairy  commissioner  or  marketing 
agent,  who  are  assigned  to  the  development  of  particular  kinds 
»f  freight  by  promoting  special  Industries.  They,  as  well  as  the 
Industrial  agent,  may  be  either  In  the  freight  traffic  department 
or  In  a  separate,  newly  created  department,  but  In  any  event 
•  are  sources  of  Information  to  the  rate-making  officials  re- 
garding particular  Industries  and  commodities.  The  chief  of  the 
tariff  bureau  and  the  chief  rate  clerks  are  constant  sources  of 
Information  regarding  existing  rate  structures,  the  probable 
effect  of  rate  changes  on  other  rates,  and  what  the  rates  on 
particular  classes  of  commodities  between  given  points  actually 
are. 

The    rate-maker*"    soqrc*"    nf    information    MtgnH    «»v»n     hy- 

yondTfie" Frel«H  tTilHT. ****rtmmt.  It  has  already  been  pointed 
oat  that  the  Industrial  agent  and  other  special  traffic  agents 
are  sometimes  In  a  separate  department,  and  the  so-called  gen- 
eral agents  of  a  line  are  at-  times  connected  with  the  operating 
M  well  as  with  the  traffic  department.  The  company's  station 
agents  or  freight  agents  are*  also  employed  In  the  operai ' 
department,  but  they  are  additional  sources  of  local  Information 
to  the  traffic  department,  because  they  come  In  daily  contact 
with  shippers  and  conslngees.  hear  their  complaints  and  wishes, 
and  are  expected  to  Increase,  or  at  least  retain,  their  shipments. 
The  officials  of  the  operating  department  are.  moreover,  con- 
sulted regarding  the  actual  or  approximate  cost  of  the  various 
freight  services  perfori 

Some  railroads  have  special  agents  variously  known  as  im- 
migrant or  land  agents,  who  are  In  many  Instances  located  In 
the  passenger  traffic  department  or  In  a  separately  organized 
department.  They  endeavor  to  bring  settlers  to  newly  opened 
or  sparsely  populated  regions,  and  are  In  a  position  to  advise 
the  rate-making  officials  as  to  what  the  freight  rates  to  and 
from  such  regions  ought  to  be  In  order  to  accomplish  their 
purpose.  The  accounting  department  provides  much  needed 
data  regarding  revenues  and  expenses  and  other  financial  ac- 
counts of  the  company,  the  volume  an. I  density  of  Its  traffic,  and 
other  traffic  statistics  which  are  more  detailed  on  some  lines 
than  on  others.  The  law  department  Is  consulted  concerning 
'  aieii  legal  Issues  that  may  arise  In  connection  with 
rate-making,  ami  It  co-operates  with  the  traffic  officlalswhen  the 
company  becomes  party  to  a  rate  case  before  the  Interstate 
Commerce  Commission,  the  state  commissions  or  the  courts. 
<ls  of  the  steamship  and  barge  fleets  which  some 
of  the  railroads  own.  are  consulted  when  the  rates  on  freight 


moving  over  a  rail-water  route  are  made,  or  when  the  rates 
between  points  that  may  be  reached  either  by  rail  or  water  are 
established. 

•  Co-operation   in    Rate-Making 

The  rate-making  organization  of  individual  railroads  is  not, 
in  practice,  entirely  self-sufficient.  Rate-making  requires  co- 
operation. Through  rates — that  is.  rates  carrying  freight  through 
from  point  of  origin  to  a  destination  located  on  a  connecting 
line  without  requiring  the  addition  of  several  local  rates— neces- 
sitates the  joint  action  of  all  the  railroads  handling  the  ship- 
ment. Competitive  rates — the  rates  on  shipments  which  may 
move  over  any  one  of  several  competitive  routes — are  mutually 
discussed  In  freight  traffic  associations  before  they  are  put  into 
effect.  Many  freight  tariffs  are  issued  jointly  through  duly 
authorized  Joint  agents  instead  of  by  each  road  Individually. 
The  classification  of  freight  into  groups  or  classes  so  as  to 
simplify  rate-making  is  largely,  though  not  entirely,  accom- 
plished through  three  classification  committees  that  represent 
the  many  lines  operating  respectively  in  eastern  or  "Official," 
southern  and  western  territories.  Freight  traffic  associations. 
freight  classifications  and  rate  tariffs  will  be  discussed  in  sub- 
sequent lessons. 


Personal  Notes 


W  B  Wheeler  is  ap|x>intei!  c,<  neral  Eastern  Agent,  The  Belt 
K.i 1 1  way  Company  of  Chicago,  Pittsburgh,  and  A.  C.  Burgess 
Commercial  Agent,  Minneapolis. 

•:.  Casad.  Traffic  Manager  of  Standard  Oil  Co.  of  Cali- 
fornia, baa  been  el. .  t.  ,i  .,  director  of  the  Transportation  Club 
of  San  Francisco  to  fill  the  vacancy  due  to  the  demise  of  Cap- 
tain J.  J.  Shea. 

Charles  A.  Bland,  for  the  past  six  years  head  of  the  traffic 
department  nf  the  Beaumont,  Texas.  Chamber  of  Commerce,  and 
well  known  In  traffic  circles  throughout  the  country,  has  opened 
offices  as  a  traffic  specialist  at  Houston.  Mr.  Bland  was  presented 
with  a  gold  watch  by  the  board  of  directors  of  the  Beaumont 
chamber  at  the  time  of  his  leaving. 

Frank  H.  Erhart.  for  some  time  executive  clerk  for  the 
Illinois  Central  at  Memphis.  In  charge  of  Interstate  Commerce 
rate  matters,  has  been  appointed  chieff  lerk  to  the  general  freight 
agent  of  the  Illinois  Central  at  Chicago. 

H.  W.  Glllis  has  been  appointed  assistant  general  freight 
agent  for  the  Canadian  Pacific  Railway,  eastern  lines,  at  Montreal. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  annual  election  of  officers  of  the  Transportation  Club 
m  Francisco  will  6e  held  on  March  11.    H.  A.  Buck.  P.  P.  A 

I'nion   Pacific:    K    H.  Torpe>,   I).  F.  A..  Penn.   Lines,  and  J.   \V. 

Ada;  A     Nickel   Plate,  have  been  elected  a  committee 

to  nominate  five  members  to  serve  as  directors  to  be  voted  for 

at  the  annual  meeting. 

At  the  flrst  annual  meeting  of  the  Traffic  Club  of  Utlca, 
N  V  ,  on  February  H.  the  following  officers  were  elected:  Presi- 
dent. C.  F.  Hawes;  flrst  vice  president.  J.  M.  Page:  second  vice 
president,  B.  J.  Scholl;  secy.-treas..  C.  E.  Darrigrand.  This  Club, 
which  was  organized  one  year  ago,  has  grown  from  ten  to 

•ity-flve  members. 


At  the  January  meeting  of  the  Akron  Traffic  Association  the 
_  iwing  officers  were  elected:  President.  E.  W.  Swartz;  Vice 
president.  K.  I,  Morgan;  Treasurer.  C.  M.  Oronlnger;  Secretary, 
M  I.  Sovacool;  Directors,  r.  W.  Meacham.  F.  M.  Evans,  Jr.,  K.  J. 
Stubbs  and  H.  X  Knox. 


Mr.  Frank  Branch  Rlley  of  Portland.  Oregon,  will  talk  on  "The 
iJire  of  the  Great  Northwest"  to  the  Traffic  Club  of  Chicago  on 
Wednesday  evening.  February  22. 


Tlie  regular  annual  meeting  and  election  of  the  Traffic  Club 
of  the  Cincinnati  Chamber  of  Commerce  will  be  held  Tuesday 
:iing,  February  21st.  Two  tickets  have  been  put  in  the  field 
and  a  lively  contest  Is  expected.  An  excellent  musical  program 
has  been  arranged  and  It  Is  the  expectation  that  there  will  be 
"Hlg  Doings." 


The  nominating  committee  of  the  Baltimore  Traffic  (Mub  has 
announced  the  following  ticket  for  the  year.  1922-1923:  For 
President:  Geo.  8.  Marian;  1st  Vice  President.  Geo.  M.  Smith: 
2d  Vice  President,  F.  G.  Moore;  Treasurer,  Geo.  N.  McGlathery; 
Secretar>  Kailer:  Board  of  Governors,  Chairman.  G. 

Stewart  Henderson,  and  J.  D.  Clarke.  J.  D.  Boan.  J.  B.  Swccn>. 
E.  R.  Harris.  E.  S.  Nellson,  and  J.  A.  Peterson. 


The   eleventh   annual   banquet    of   the   Traffic   Club  of 
England  was  held  at  the  Somerset  Hotel,  Boston,  the  evening  of 
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February  14.  There  were  600  at  table,  and  the  entertainment 
features  were  elaborate.  Gerrit  Fort,  president  of  the  club, 
presided  as  toastmaster.  Mayer  Curley,  of  Boston,  who  was  to 
have  made  one  of  the  two  addresses  of  the  evening^  did  not 
appear  and  several  men  at  the  speakers'  table  were  called  on 
for  Impromptu  remarks  to  fill  in  the  gap.  Henry  A.  Palmer, 
editor  of  The  Traffic  World,  made  an  address  on  the  function 
and  opportunities  of  the  traffic  clubs. 


The  annual  dinner  of  the  New  York  Traffic  Club  will  be 
held  at  the  Commodore  Hotel,  February  20.  George  Wharton 
Pepper,  United  States  Senator  from  Pennsylvania,  will  speak  on 
"Transportation."  The  other  speakers  will  be  Otis  Wingo,  Jr., 
member  of  Congress  from  Arkansas,  and  Henry  Hyslop,  of  Okla- 
homa. Many  prominent  railroad  and  industrial  traffic  men  will 
be  seated  at  the  guests'  table. 


The  Pensacola,  Florida,  Traffic  and  Foreign  Trade  Club  was 
recently  organized  with  75  members.  Following  are  its  officers: 
President,  Roscoe  Wallace,  manager,  Antwerp  Naval  Stores  Co.; 
vice-president,  industrial  commissioner,  Pensacola  Chamber  of 
Commerce;  secretary  and  treasurer,  P.  W.  Reed,  traffic  manager, 
Industrial  Commission  of  Pensacola. 

At  a  recent  meeting  of  the  Traffic  Club  of  Newark,  N.  J.,  a 
resolution  was  passed  extending  the  co-operation  of  the  club 
to  the  transportation  interests  "to  secure  revision  or  repeal  of 
undesirable  or  injurious  laws,  regulations,  rules  and  agreements." 
The  industrial  traffic  committee  of  the  club  has  been  instructed 
to  work  out  details  and  data.  A  resolution  favoring  the  repeal 
of  the  New  Jersey  full-ci*ew  law  and  the  placing  of  the  responsi- 
bility for  the  proper  manning  of  trains  on  the  state  Commission 
was  also  adopted. 


The  second  annual  banquet  of  the  Transportation  Club  of 
Decatur,  111.,  will  be  held  at  the  Hotel  Orlando,  March.  2.  George 
M.  Barnard,  public  service  commissioner  of  Indiana,  will  be  the 
speaker.  G.  E.  Chamberlain,  general  superintendent,  A.  E.  Staley 
Jianufacturing  Co.,  will  be  toastmaster. 


PETITIONS  FOR  REHEARING,  ETC. 

Defendant  in- No.  11625  (and  Sub.  No.  1),  Sheffield  Farms  Co. 
rs.  Director  General,  has  asked  for  a  rehearing  or  for  oral  argu- 
ment. 

Numerous  southern  carriers  have  asked  the  Commission  to 
grant  a  rehearing  in  I.  &  S.  No.  1303,  Rates  to,  from  and  between 
points  south  of  the  Ohio  river,  including  the  Mississippi  valley, 
in  so  far  as  the  findings  in  that  proceeding  relate  to  commodity 
rates  from  eastern  and  Virginia  cities  to  Memphis,  Tenn.,  and 
other  points  in  the  Mississippi  valley. 

Northern  Illinois  coal  operators  have  asked  the  Commission 
to  grant  a  rehearing  in  No.  11703,  in  the  matter  of  intrastate 
rates  within  the  state  of  Illinois. 

The  Indianapolis  Union  Railway  Co.  has  filed  a  petition 
with  the  Commission  in  No.  11894,  in  the  matter  of  rates,  fares 
and  charges  applicable  between  points  in  the  state  of  Indiana, 
asking  reopening  of  that  part  of  the  proceeding  relating  to  the 
charge  for  the  transportation  of  live  stock  at  Indianapolis,  Ind., 
from  the  stock  yards  of  the  Belt  Railroad  &  Stock  Yards  Co.  to 
the  plant  of  Kingan  &  Co.,  Inc.  The  Commission  held  in  this 
case  that  it  was  without  jurisdiction  because  the  charges  in- 
volved did  not  result  in  any  undue,  unreasonable  or  unjust  dis- 
crimination against  interstate  or  foreign  commerce.  The  peti- 
tioner takes  the  position  that  if  the  Indiana  state  commission 
fixes  a  rate  too  low  for  the  service  involved  the  resulting  deficit 
will  have  to  be  borne  by  the  tenant  railroads  of  the  petitioner, 
all  of  whom  are  interstate  carriers.  It  asks  that  it  be  afforded 
an  opportunity  to  present  evidence  "to  convince  the  Commission 
that  it  has  jurisdiction  of  this  rate  for  the  reason  that  if  a  lower 
rate  is  established  by  the  Indiana  commission  interstate  com- 
merce will  be  injuriously  affected  thereby." 

Complainants  in  No.  10461,  Peerless  Coal  Co.  of  Illinois  vs. 
A.  T.  &  S.  F.,  Director-General  et  al.,  and  No.  10461  (Sub-No.  1), 
Jones  &  Adams  Coal  Co.  vs.  A.  T.  &  S.  F.,  Director-General  et 
al.,  asked  for  a  rehearing. 

The  Missouri  Pacific  Railroad  has  asked  the  Commission  to 
set  aside  its  orders  in  No.  9024,  Oakdale  &  Gulf  Railway  Com- 
pany, and  I.  and  S.  No.  11,  wasteful  service  by  tap  lines,  and 
to  grant  rehearings  in  those  proceedings  in  so  far  as  they  relate 
to  the  carrier  named,  the  Prescott  &  Northwestern  Railroad 
and  the  Ouachita  &  Northwestern  Railway. 

The  Director-General  has  asked  the  Commission  to  further 
consider  its  report  on  No.  11535,  Atlantic  Refining  Co.  vs 
Director-General  et  al.,  and  to  then  dismiss  the  complaint. 

PENNSY-LABOR   BOARD  ARGUMENT  POSTPONED 
Argument  on  the  motion  of  the  Labor  Board  to  dismiss  the 
application  of  the  Pennsylvania  system  to  make  permanent  the 
injunction  restraining  the  board  from  finding  the  railroad   in 
iolation  of  its  order,  which  was  scheduled  to  take  place  in  Judge 
Landis'    court,    Chicago,    February    17,    was    postponed    until 
February  20. 


NEW  RULES  FOR  SIGNALMEN 

Rules  for  application  on  such  roads  as  have  not  reached 
agreements  with  their  signal  employes  were  prescribed  by  the 
Labor  Board,  February  13,  to  become  effective  three  days  later. 
The  rules  affect  approximately  12,000  men  and  no  estimate  of 
the  savings  that  will  accrue  to  the  railroads  on  account  of  their 
promulgation  was  given  out  at  the  board  offices.  Following 
closely  the  precedent  established  in  the  maintenance  of  way  and 
clerks'  rules,  the  board  recognized  the  eight-hour  day  "as  a 
principle"  but  ordered  that  work  up  to  and  including  tne  tenth 
hour  shall  be  paid  for  at  the  regular  hourly  wage.  Regular  work 
on  Sundays  and  holidays  is  also  to  be  exempt  from  punitive 
overtime  payments  under  the  new  rules. 

The  promulgation  of  rules  for  the  signalmen  leaves  only 
a  few  minor  classifications — train  dispatchers,  firemen  and  oilers, 
and  express  employes — yet  to  be  considered.  Rules  for  these 
clases,  according  to  the  board's  memorandum  of  last  week,  set- 
ting March  6  as  the  date  for  the  commencement  of  the  wage 
hearing,  will  be  decided  before  a  decision  on  wages  is  handed 
down. 

Announcement  that  a  meeting  of  railroad  and  mine  labor' 
leaders  would  take  place  in  Chicago,  February  21,  caused  con- 
siderable interest,  chiefly  because  it  was  said  that  all  but  one 
.  of  the  major  railroad  unions  had  expressed  willingness  to  at- 
tend. The  identity  of  the  dissenting  railroad  labor  organiza- 
tion was  not  disclosed,  but  coupled  with  the  fact  that  It  was 
excluded  from  the  list  of  those  for  whom  Frank  Warne  spoke 
at  the  general  rate  inquiry,  it  was  generally  believed  that  it 
was  the  Brotherhood  of  Railway  Trainmen. 

LA  FOLLETTE  DEFENDS  RAIL  WAGES 

Thi  Traffic  World  Washington  Bureau 

In  an  address  in  the  Senate  on  "The  Truth  About  the  Wages 
of  Railway  Employes,"  Senator  LaFollette,  of  Wisconsin,  said 
he  believed  the  time  had  come  to  say  a  word  in  opposition  to 
the  general  and  widespread  movement  in  the  country  to  "take 
it  out"  of  labor  in  order  to  reduce  the  cost  of  living. 

"I  think  that  the  conditions  which  confront  the  American 
people  today  are  the  culmination  of  a  false  and  wicked  economic 
system,  which  is  encouraged,  sustained  and  fostered  by  our  na- 
tional government,"  said  he. 

"There  is  not  the  slightest  chance  in  the  world,"  he  con- 
tinued, "that  those  really  chargeable  with  the  economic  wrongs 
which  the  public  suffers  will  ever  be  justly  punished,  but  at 
least  the  responsibility  should  be  placed  where  it  belongs." 

Mr.  LaFollette  asserted  that  there  could  be  no  further  re- 
duction in  the  wages  of  railroad  employes  without  national 
disaster. 

"Railroad  labor  is  receiving  at  present  the  least  it  can  re- 
ceive without  sinking  below  the  level  of  efficiency  necessary  to 
maintain  the  railroads  in  successful  operation,"  said  he.  "It  is 
receiving  substantially  no  more  real  wages'  in  terms  of  com- 
modity values  for  services  rendered  than  it  received  twenty 
years  ago. 

"I  know  that  all  this  is  contrary  to  the  popular  belief  on 
the  subject.  The  railroad  executives,  by  costly  propaganda, 
which  has  extended  to  every  part  of  the  country,  have  created 
and  fostered  the  impression  that  exorbitant  railroad  rates  ar« 
due  largely  to  exorbitant  wages  claimed  to  be  paid  to  labor  and 
that  railroad  rates  can  only  be  reduced  by  reducing  the  pay  of 
railroad  employes.  There  never  was  a  more  shameless,  wanton 
and  vicious  falsehood  than  this  foisted  upon  the  public." 

Senator  LaFollette  quoted  from  testimony  of  Frank  J.  Warne, 
statistician  for  the  railway  employes,  before  the  Senate  inter- 
state commerce  committee  in  the  Cummins'  investigation,  which 
he  said  "thus  sums  up  the  fallacies  of  the  so-called  wage  sta- 
tistics presented  before  the  committee  by  the  railway  executives 
who  appeared  as  witnesses." 

"The  ingenuity  of  the  railroads  in  devising  schemes  and 
combinations  to  mislead  the  public  and  misrepresent  the  wages 
of  the  employes  seems  to  be  exhaustless,"  said  he. 

The  senator  charged  that  it  was  practically  impossible  to 
get,  even  from  the  Interstate  Commerce  Commission,  accurate 
wage  statistics  because  he  said  the  Commission's  reports  were 
based,  of  course,  on  the  reports  submitted  by  the  railroad  com- 
panies. He  submitted  a  table  which  he  said  he  had  compiled 
from  "railroad  sources,"  showing  the  annual  average  earnings 
of  all  railroad  employes  in  1921  to  be  $1,575;  engineers,  $2,629; 
firemen,  $1,892;  conductors,  $2,391;  trainmen,  $1,807;  machinists, 
$1,995;  trackmen,  $900,  and  telegraph  operators,  $1,791. 

The  same  table  showed  that  in  1900  the  corresponding  earn- 
ings were  as  follows:  All  employes,  $567;  engineers,  $1,161;  fire- 
men, $662;  conductors,  $1,004;  trainmen,  $604;  machinists,  $698; 
trackmen,  $311;  telegraph  operators,  $641. 

The  senator  then  submitted  a  table  designed  to  show  the 
buying  power  of  railway  wages  in  1921  on  the  basis  of  the  pur- 
chasing power  of  the  dollar  in  1900.  According  to  this  table 
the  average  earnings  of  all  employes  in  1921  ($1,575)  had  a 
buying  power  of  $599;  of  engineers  ($2,629)  a  buying  power  of 
$999;  of  firemen  ($1,892)  a  buying  power  of  $719;  of  conduc- 
tors ($2,391)  a  buying  power  of  $909;  of  trainmen  ($1,807)  a 
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buying  power  of  $687;  of  machinists  ($1,995)  a  buying  power  of 
$758:  of  trackmen  ($900)  a  buying  power  of  $342;  and  of  tele- 
graph operators  ($1,791)  a  buying  power  of  $681. 

The  latter  table,  the  senator  said,  presents  the  actual  situa- 
tion of  the  railway  employes  accurately  and  Impressively. 

"No  honest  mind,"  said  he,  "can  examine  these  figures  with- 
out being  convinced  that  the  wages  of  the  workers  on  the  rail- 
roads can  not  be  cut,  under  present  conditions,  without  inflicting 
a  grave  Injustice  upon  this  splendid  body  of  men." 

"It  is  difficult  to  find  language,"  he  continued,  referring  to 
"propaganda"  for  lower  railroad  wages,  "in  which  to  charac- 
terise the  despicable,  the  diabolical  character  of  this  crusade 
that  has  been  prosecuted  and  to  which  the  press  has  loaned 
itself.  Business  organizations  have  adopted  resolutions,  and 
the  farmers'  conference  that  was  in  session  here  the  other  day 
passed  a  resolution  to  the  effect  that  the  wages  of  railway  em- 
ployes must  be  reduced,  becoming  the  mere  tools  of  the  owners 
nf  the  railway  properties  and  of  the  other  big  business  combina- 
tions combined  with  them  In  order  to  make  this  raid  on  labor." 


PORT  EQUALIZATION 

Tin    Trtfc    World    WukinHom   Burttu 

Hearing  on  I.  and  S.  No.  1476.  before  Examiner  Dlsque,  In 
Washington,  February  14,  brought  out  as  Urge  an  attendance  a* 
the  Commission's  general  rate  inquiry.  Carriers  took  the  leading 
part,  with  shippers  lining  up  behind  them  In  accordance  with 
what  they  conceived  to  be  their  Interest.  Under  the  leadership 
of  the  Illinois  Central,  the  carriers  proposing  the  co-called  equal- 
ization of  the  Gulf  and  south  Atlantic  ports  with  the  north  At- 
lantic ports,  asserted  they  were  merely  trying  to  obtain  a  fair 
share  of  the  business  with  the  Pacific  coast. 

Preliminary  statements  were  made  by  A.  P.  Humburg,  for 
the  proponents  of  the  adjustment:  Karl  K.  Gartner  for  the  In- 
termediate Rate  Association;  J.  C.  Lincoln  for  the  New  York 
City  interests;  B.  W.  Scandrett  for  the  transcontinental  lines 
and  Prank  Lyon  for  the  Luckenbach  Steamship  lines  and  such 
other  lines  as  might  be  serving  both  Atlantic  and  Gulf  ports. 

IP   it"""!    T-F   th«   prnnoBenta   contended   they   eonld    do 


norU  no 


and  points  east  thereof.    Mr.  Lincoln  said  that  while  the 
equalization  had  been  osed  It  was  misleading  In  that  the 
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equal: 

binatlon  of  rail  and  water  rates  from  Chicago  to  San  Fran- 
cisco, via  New  Orleans,  for  Instance,  made  lower  than  the  com- 
bination on  New  York  because  the  water  rates  from  New  Or 
leans  were  lower.  Attorney  Examiner  Dlsque,  who  wa>  holding 
the  hearing,  also  called  attention  to  that  fact  and  Indicated  that 
In  his  opinion,  the  Commission  had  power  to  consider  It  and 
lest  the  claim  of  equalization  by  that  fact. 

Prank  Lyon  protested  against  the  Indicated  claim  that  the 
i  mission  bad  the  right  to  require  the  making  of  rail  rates 
so  as  to  limit  the  competition  between  the  carriers.  He  pro- 
tested that  each  railroad  still  had  the  right  to  tar  what  rate* 
It  desired  to  make  to  a  given  port  to  carry  traffic  to  that  port 
for  carriage  beyond.  His  contention  was  that  the  carriers  still 
had  the  power  to  compete  with  each  other  In  the  offering  of 
their  service  to  the  public. 

TJjeppsltlon  of  the  transcontinental  .carriers,  broadly  stated. 
w«.  7h.t  th«  a^Bani  wiM  MBITaJant  to  aoeclaratlor     ' 


The  eastern  lines  were  not  represented  by  any  such  array 
nsel  and  witnesses  as  the  other  railroads.  Mr.  Pierce  was 
present  but  In  the  general  statements  before  the  taking  of  testi- 
mony was  begun  he  took  no  part.  In  the  rather  extensive  cross- 
examination  of  W.  M.  Rhett.  foreign  freight  agent  for  the 
Illinois  Central,  the  first  witness,  he  asked  only  a  few  question* 
for  Information  and  apparently  not  with  a  view  to  making  a 
particular  point. 

On  the  cross-examination  of  Mr.  Rhett.  the  transcontinental 
lines  brought  out  that  the  Illinois  Central  Is  a  party  to  trans 
continental  tariffs  and  a  party  to  an  application  by  Countlss  for 
fourth  section  relief  so  as  to  permit  them  to  make  lower  rates. 
That  spurred  Mr.  Humburg  to  the  asking  of  questions,  the  an- 
swer* to  which  were  Intended  to  show  that  the  Illinois  Central 
has  not  even  a  persuasive,  much  lean  a  controlling  voice  In  the 
making  of  transcontinental  rates,  or  In  the  making  of  applica- 
tion* for  relief  from  the  provisions  of  the  fourth  section,  to 
permit  the  making  of  lower  transcontinental  rates. 

"Oh.  we're  not  making  a  point  of  that,"  suggested  Mr. 
Scandrett. 

"I  thought  the  transcontinental  brethren  were  better  traf- 
fic men  than  to  undertake  anything  of  that  kind,"  suggested  Mr. 
Humbnre.  smiling  benignly  at  Mr.  Scandrett,  who  was  flanked 
by  Psul  P.  Hastings,  appearing  as  traffic  man  for  the  transconti- 
nental railroads. 

In  his  testimony  Mr.  Rhett  suggested  the  traffic  from  the 


middle  west  to  the  Pacific  coast  had  been  moving  through  the 
eastern  ports,  and  not  via  the  transcontinental  all-rail  routes. 
Evidence  that  they  were  not  moving  the  traffic  all-rail,  he  sug- 
gested, was  afforded  by  their  many  reductions  and  attempts  at 
reductions.  As  to  the  point  that  the  water  rates  from  the  Gulf 
ports  were  lower  than  from  New  York  and  other  north  Atlantic 
ports,  he  suggested  that  if  the  combinations  were  exactly  the 
same  through  all  ports,  the  Gulf  ports  would  obtain  no  busi- 
ness because  the  north  Atlantic  ports  offer  more  frequent  serv- 
ice, on  shorter  time  and  larger  ships. 

Thejow  rates  from  the  southern  norts.  ha  said,  during  tii« 
I>:.-r  v,-;ir.  mov.-d  nothing  ut!u  i  than  the  local  southern  mulurts. 
They  were  not  low  enough,  in  comparison  with  StM  fro 
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north  Atlantic  ports,  to  attract  any  eonntdorahU  

ness   from  the  middle  west.     Answering  a  question  by  Fran"- 
Lyon,  ne  said  the  Illinois  Central  was  merely  trying  to  protect 
its  property  and  obtain  a  share  of  the  business,  and  not  to  ob-[ 
tain  more  than  should  come  to  it  on  a  well  balanced  adjust-' 
ment  of  rates. 

Shippers  In  the  Middle  West,  apparently  led  by  advices  from 
various  organizations,  have  been  advising  the  Commission,  by 
wire  and  by  letter,  to  vacate  Its  order  of  suspension  in  I.  and 
s  1476.  and  allow  the  tariffs  suspended  by  that  order  to  be- 
come operative.  They  sent  their  advice  notwithstanding  that  a 
hearing  had  been  appointed  for  February  14  at  which  they  could 
be  heard. 

The'Illlnols  Manufacturers'  Association  advised  shippers  to 
take  notice  of  the  suspension  and  to  write  or  wire  "immediately" 
to  Chairman  C.  C.  McChord.  to  permit  the  tariffs  involved  to 
become  effective  at  the  earliest  possible  date,  on  the  ground  that 
the  tariffs  would  establish  rate*  which  "would  better  enable  ship- 
pers In  the  Illinois  district  to  compete  with  the  Atlantic  sea- 
board on  Pacific  coast  trafflc  via  the  Panama  Canal.-  The  as- 
sociation, through  John  M.  Glenn,  its  secretary,  said  the  tariffs 
would  give  Illinois  shippers  a  shorter  route  and  shorter  time 
to  the  Pacific  coast,  and  would  be  of  particular  advantage  to 
smaller  shippers  at  class  rates. 

According  to  the  record,    the    Commission    suspended    the  r 
tariffs  In  question  on  Its  own  motion,  without  suggestion  f rom  \ 
any  railroad  or  shipper  Interest     In  prior  cases  of  that  kind, 
notably  when  the  gouthern,   pnHn-ay  anil  ngaTn    wk-n  ffi^  *HQ- 
Administration  MiiillMd  «n..th  AM.nHn  .^  nillf 
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uthern  worked  alone,  the  eastern  trun 
suspension   of  the   tariffs.     After  hearing,   the   Commission   al 


lowed  them  to  become  operative.    Th*  RaJIrof 
Just  a  short  time  .before  the  end  of  federal  control.  «ncten<i. 
equalization  so  as  to  Includs  all  south  Atlantic  and I  Onif  nnjjs 
'  .  idmlnlstratlon  HmftSi 

the  eouJn&tMo  M  [MJ  MHUfn  11.-  ~-.i     -a — r.™"!v""/V-- 
mission  did  not  say  why  it  aia  IttlHehTeJTthe  tariffs  there  has 
been  speculation  as  to  why  It  did  so.    One  of  the  thoughts  on  , 
that    has    been    that    calling    the  proposed  rates  proportionals 
brought  the  tariffs  Into  technical  conflict  with  the  conference  ' 
ruling  as  to  what  constituted  a  proportional  rate. 

Congress,  however,  has  defined  a  proportional  rate.  In  terms 
Ifferlng  from  those  employed  by  the  Commission  in  its  con- 
ference ruling  defining  a  proportional  as  one  to  be  used  on  trafflc 
to  be  carried  beyond  the  first  destination  by  a  carrier  subject 
to  Its  jurisdiction.  The  congressional  definition,  contained  In 
the  last  sentence  of  paragraph  (b)  of  section  IS  Is  as  follows: 
'By  proportional  rates  are  meant  those  which  differ  from  the 
corresponding  local  rates  to  and  from  the  port  and  which  apply 
only  to  trafflc  which  has  been  brought  to  the  port  or  Is  to  be 
carrJjjL  from  the  port  by  a  common  carrier  by  water."  That 
laUfdage.  it  has  been  suggested,  was  sufficient  to  enable  the 
carriers  and  agents  that  offered  the  suspended  tariffs  to  call 
them  proportional  rates,  unless  the  point  were  made  that  the 
definition  was  carried  in  a  grant  of  power  to  the  Commission 
to  establish  through  routes  and  joint  rates  over  the  routes  of 
rail  and  water  carriers  and  that.  Inasmuch  as  the  rates  undes 
suspension  were  not  made  In  the  exercise  of  the  grant  to  the 
Commission,  they  therefore  were  obnoxious  to  the  conference 
ruling  defining  a  proportional  rate. 

Transcontinental  carriers  also  are  supposed  to  be  Interested 
In  preventing  the  equalization  of  the  south  Atlantic  and  Gulf 
ports  with  the  north  Atlantic,  although  their  interest,  it  Is  be- 
lieved, cannot  be  as  obviously  shown.  Even  If  there  were  no 
equalization,  the  transcontinental  carriers  could  not  obtain  a 
haul  on  stuff  moving  through  the  canal  via  the  north  Atlantic 
ports.  Therefore  the  eastern  trunk  lines  would  appear  as  the 
only  ones  having  a  direct  Interest  to  prevent  equalization. 

LOAN  TO  N.  Y.  N.  H.  A  H. 

The  New  York.  New  Haven  &  Hartford.  In  an  application 
filed  with  the  Commission,  ask  for  a  loan  of  $31,324.000  for  a 
period  of  ten  years,  which  It  proposes  to  use  In  paying  off  the 
debentures  of  the  company's  "European  Loan"  of  $26.268,000. 
due  April  1:  to  meet  equipment  trust  and  other  maturities  of 
$2.066.000  and  for  additions  »nd  betterments  estimated  to  cost 
$3.000,000. 
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MONEY  FOR  SHIPPING  BOARD 

The    Traffic    World    Washington   Bureau 

Aii  amendment  designed  to  permit  the  Leviathan  to  be  re- 
conditioned in  the  Boston  Navy  Yard  was  accepted  by  the  Sen- 
ate, before  it  passed  the  appropriation  bill,  which  was  sent  to 
conference  this  week.  As  passed  by  the  Senate,  the  bill  carried 
the  appropriations  recommended  for  the  Shipping  Board  and 
Emergency  Fleet  Corporation  by  the  House  committee  on  appro- 
priations and  removed  certain  restrictions  and  limitations  im- 
posed by  the  House. 

If  the  measure  is  approved  in  conference,  the  board  may  pay 
thirteen,  instead  of  six,  employes,  in  excess  of  $11,000  a  year,  and 
may  continue  the  $35,000  salaries  of  Vice  Presidents  Love  and 
sinull.  The  House  had  provided  that  the  maximum  salary 
should  be  $25,000  and  that  not  more  than  six  employes,  as  at 
present,  should  receive  in  excess  of  $11,000  annually. 

The  bill  carries  $100,000,000  for  the  Emergency  Fleet  Cor- 
poration and  authority  to  expend  up  to  $55,000  out  of  receipts 
from  the  sale  of  ships  and  other  assets. 

The  amendment  with  regard  to  the  reconditioning  of  the 
Leviathan  was  advocated  by  Senator  Lodge  of  Massachusetts. 
It  provides  that  it  shall  become  effective  on  the  date  of  passage 
of  the  act.  It  will  permit  estimates  to  be  outlined  from  the  navy 
yards  under  order  of  the  President. 

Chairman  Lasker  has  announced  that  in  the  absence  of  a 
direct  mandate  to  the  contrary,  the  contract  for  the  recondition- 
ing of  the  Leviathan  would  be  awarded  to  the  lowest  bidder  Feb- 
ruary 15.  Officials  of  the  Shipping  Board  opposed  any  provision 
under  which  they  wpuld  be  restricted  from  having  the  work 
done  in  private  shipyards. 

"Mr.  Lasker  is  a  very  rich  man  and  a  very  successful  man, 
and  no  doubt  knows  an  immense  deal  about  many  things,  but 
he  has  been  there  (head  of  the  Shipping  Board)  only  about  six 
months,"  said  Senator  Lodge,  "and  when  he  thinks  that  it  is  no 
matter  what  becomes  of  the  unemployed  men  in  New  York  and 
Brooklyn  and  Philadelphia  and  elsewhere,  he  has  still  something 
to  learn.  He  does  not  even  know  the  value  of  the  navy  yards 
to  the  United  States." 

Mr.  Lodge  said  he  did  not  think  it  was  fair  to  the  employes 
of  the  navy  yards  to  deprive  them  of  the  opportunity  to  do  the 
work  of  reconditioning  the  Leviathan. 

"The  Shipping  Board  has  taken  charge  of  almost  all  the  af- 
fairs of  the  universe,  but,  thank  God,  it  has  had  nothing  to  do 
with  the  Navy  of  the  United  States,"  Senator  Lodge  asserted 
at  another  point  in  the  debate. 

In  protesting  against  expenses  incurred  by  the  present 
board,  Senator  Fletcher  of  Florida  said  Mr.  Lasker  had  indi- 
cated in  his  testimony  that  Congress  was  expected  to  provide 
subsidies  in  order  that  a  market  might  be  created  for  the  board's 
ships. 

"We  will  deal  with  that  when  we  get  to  it,"  said  he.  "I  have 
never  been  convinced  by  anything  I  have  ever  heard  or  read  on 
the  subject  that  subsidies  have  ever  built  up  a  merchant  marine 
for  any  country  anywhere  at  any  time." 

Senahor  King  of  Utah  offered  several  amendments,  designed 
to  limit  salaries  of  Shipping  Board  and  Emergency  Fleet  Cor- 
poration officials,  but  all  were  defeated. 

"I  desire  to  congratulate  the  people  of  the  United  States 
upon  having  here  such  faithful  guardians  who  protect  the  in- 
terests of  the  people  and  the  oppressed  taxpayers,"  said  he. 

"It  pains  us  to  the  very  core,"  said  Senator  Harrison,  of 
Mississippi,  Democrat,  "to  think  that  of  all  the  distinguished  Re- 
publicans who  are  present  on  the  other  side  only  one,  the 
junior  senator  from  Nebraska  (Mr.  Norris),  voted  with  the 
solid  phalax  on  this  side  of  the  aisle  to  help  the  taxpayers  of  the 
country  and  to  repudiate  these  extravagant  expenditures  of 
money." 


LEVIATHAN  CONTRACTS  SIGNED 

The    Traffic    World    Washington   Bureau 

The  Shipping  Board  signed  contracts  February  15  for  the 
reconditioning  of  the  Leviathan,  the  giant  ex-German  Vaterland 
which  was  converted  into  a  transport  during  the  war  with  Ger- 
many. It  is  planned  to  have  the  ship  ready  for  the  spring  pas- 
senger trade  of  1923.  Officians  said  the  total  cost  of  recondition- 
ing and  refitting  would  be  within  $8,200,000. 

The  Newport  News  Shipbuilding  &  Dry  Dock  Co.  of  Newport 
Xews,  Va.,  the  low  bidder  on  the  reconditioning  work,  which  in- 
cludes conversion  of  the  ship  into  an  oil  burner,  was  awarded  the 
main  contract  at  $6,110,000.  The  contract  for  the  steward's 
equipment  was  awarded  to  Gimbel  Bros,  of  New  York,  for  $551,- 
000,  making  the  total  of  the  two  contracts,  $6,661,000.  Chairman 
Lasker  said  it  was  estimated  that  all  other  expenses  incident  to 
getting  the  ship  back  into  service  would  bring  the  total  cost  to 
approximately  $8,200,000. 

The  board  employed  Gibbs  Bros,  of  New  York,  at  a  fee  of 
$182,000,  to  supervise  the  work  of  reconditioning.  This  firm  is 
composed  of  W.  F.  Gibbs,  until  February  15  chief  engineer  of  the 
International  Mercantile  Marine,  and  F.  H.  Gibbs,  his  brother. 


Their  fee  is  included  in  the  total  estimate  of  $8,200,000,  Chairman 
Lasker  said. 

In  connection  with  the  passage  by  the  Senate  of  the  Lodge 
amendment  under  which  the  government  navy  yards,  with  the 
consent  of  the  President,  would  have  been  given  an  opportunity 
to  submit  an  estimate  on  the  work,  Chairman  Lasker  said: 

"The  reason  we  awarded  the  contract  today  to  the  Newport 
News  Shipbuilding  &  Dry  Dock  Co.  was  that  early  in  last  No- 
vember at  the  same  time  that  we  asked  for  bids  we  took  up  with 
the  Navy  Department  the  question  of  making  an  estimate.  The 
Secretary  of  the  Navy  said  the  department  had  no  appropria- 
tion under  which  it  could  make  a  bid,  that  it  had  no  facilities 
at  the  time  to  do  the  work  and  that  it  did  not  have- the  type  of 
organization  necessary  to  do  the  fine  work  required  in  decorating 
and  refitting  the  interior  of  the  vessel." 

Mr.  Lasker  also  said  that  the  successful  bidder  had  spent 
$30,000  in  preparing  its  estimate.  He  said  it  would  require  an 
additional  60  days  for  the  Navy  to  prepare  an  estimate  at  this 
time  and  that  that  delay  would  mean  that  the  vessel  would  not 
be  ready  for  the  spring  passenger  trade  of  1923  and  would  entail 
a  loss  of  more  than  $1,000,000  on  that  account  alone.  He  said  the 
action  of  the  board  had  been  approved  by  President  Hardins, 
Senator  Jones,  chairman  of  the  Senate  commerce  committee,  and 
Representative  Greene,  chairman  of  the  House  committee  on 
merchant  marine  and  fisheries. 

The  International  Mercantile  Marine,  which  has  been  taking 
care  of  the  ship  for  the  board,  Chairman  Lasker  said,  had  re- 
lieved the  board  from  the  terms  of  a  contract  the  company  made 
with  a  previous  board  and  under  which  it  was  to  supervise  the 
work  of  reconditioning  for  $210,000,  and  which  the  company  con- 
tended gave  it  the  refusal  of  operating  the  ship  for  the  board  and 
also  an  option  to  purchase  the  vessel.  Mr.  Lasker  said  the  com- 
pany did  that  with  reluctance  at  the  request  of  the  board. 

It  was  indicated  officially  at  the  White  House  that  the  Presi- 
dent favored  the  awarding  of  the  contract  to  the  lowest  bidder 
rather  than  to  attempt  to  have  the  work  done  in  the  Boston  navy 
yard  as  had  been  urged  by  Senator  Lodge  and  representatives 
from  Massachusetts.  The  President,  it  was  said,  did  not  believe 
it  would  be  fair  to  the  bidders  who  had  expended  considerable 
sums  in  preparing  their  estimates,  to  reject  the  bids  and  permit 
the  Navy  to  submit  an  estimate.  Officials  of  the  Shipping  Board 
also  declared  that  if  new  bids  were  called  for  the  work  could  not 
be  done  for  as  low  an  amount  as  if  the  contract  were  awarded  to 
the  Newport  News  company. 

Work  on  the  ship  will  be  begun  at  once.  It  will  be  moved 
from  New  York  to  Newport  News,  Va.,  within  a  month,  it  was 
said.  The  work  of  painting  the  outside  of  the  vessel  will  be  done 
in  the  Boston  navy  yard  at  an  estimated  cost  of  $191,423,  Mr. 
Lasker  said. 

The  Leviathan  was  built  in  Germany  in  1914  and  was  in 
New  York  harbor  in  1917  when  war  was  declared  against  Ger- 
many. The  ship  is  950  feet  long  and  100  feet  wide,  and  her  hull 
is  about  60  feet  in  height.  With  the  superstructure  the  vessel 
rises  to  a  height  of  90  feet,  the  middle  portion  of  the  ship  being 
about  the  height  of  a  9-story  office  building.  She  will  be  manned 
by  a  crew  of  about  1,100  officers  and  men.  The  board  plans  to 
carry  a  maximum  of  about  3,400  passengers  on  the  vessel — 1,000 
first  class,  500  second  class  and  about  950  each  third  and  fourth 
class. 


SHIPPING  BOARD  CONTROVERSY 

The    Traffic    World    Washington   Bureau 

In  denying  a  report  to  the  effect  that  differences  had  arisen 
between  A.  D.  Lasker,  chairman  of  the  Shipping  Board,  and  Chair- 
man Meals  of  the  Claims  Commission  set  up  by  President  Hard- 
ing to  adjust  claims  against  the  board,  announcement  was  made 
by  the  board  that  Chairman  Lasker  had  asked  President  Hardin? 
to  ask  Congress  for  legislation  giving  the  Claims  Commission 
final  authority  to  make  awards,  thus  relieving  the  Shipping  Board 
from  passing  on  the  claims.  The  President  has  approved  the 
suggestion  and  the  matter  will  be  presented  to  Congress,  it  was 
announced. 

The  report  denied  by  the  board  was  to  the  effect  that 
because  of  a  dispute  over  the  policy  of  settlement  of  claims 
against  the  Shipping  Board  .between  the  law  officers  of  the  Board 
and  the  Claims  Commission  appointed  by  President  Harding, 
Chairman  Lasker  had  asked  the  President  to  relieve  the  board 
of  further  responsibility  in  the  matter;  that  at  the  first  confer- 
ences between  Chairman  Meals  and  the  Shipping  Board  Mr. 
Meals  was  informed  by  Mr.  Schlesinger  that  a  policy  had  been 
adopted  for  the  settlement  of  claims  upon  a  basis  of  25  per 
cent  of  the  amount  asked  for;  that  the  Shipping  Board  appointed 
a  Claims  Commission  of  its  own  and  decreed  that  all  claimants 
must  agree  to  accept  its  findings;  that  because  of  this  action  Mr. 
Meals  tendered  his  resignation,  which  the  President  refused  to 
accept  and  asked  for  an  explanation  from  Mr.  Lasker,  and  that 
the  board  had  attempted  to  destroy  the  usefulness  of  the  com- 
mission created  by  the  President  and  planned  to  deal  with  all 
claimants  without  regard  to  this  commission.  An  announcement 
from  the  Shipping  Board  said: 

The  plan  of  the  Claims  Commission  was  evolved  by  the  Shipping 
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Board.  It  has  not  only  been  an  invariable  custom  but  the  present 
Uw  require*  that  all  claims  passed  upon  by  the  Claims  Commission 
must  be  Anally  passed  upon  by  the  Shipping  Board. 

The  Claims  Commission  has  always  been  and  is  an  integral 
part  of  the  new  organization  built  up  by  the  present  Shipping  Board. 

Mr.  Schleslnger  has  never  made  any  suggestion,  at  any  time, 
that  any  policy  be  adopted  for  the  settlement  of  claims  upon  a 
bests  of  25  per  cent  of  the  amount  asked  for.  or  any  other  per  cent. 

Judge   Meals   has   not   at   any   time   tendered    his   resignation,    nor 
has   there    been   any   disagreement    between    Judge    Meals,    the   chair- 
man, or  Mr.'  Schleslnger.    They  are.   and   always  have   been   working 
together  for  the  settlement  of  this  difficult  inherited  problem  in  corn- 
accord. 

The  board  has  not  attempted  to  destroy  tlie  usefulness  of  the 
Commission  and  has  made  no  plans  to  deal  with  all  claimants  without 
reganl  to  the  Commission,  hut  Is  seeking  to  Improve  its  organisation 
with  a  view  to  speed  up  the  disposition  of  cases. 


KEENE  WITHDRAWS  RESIGNATION 

Tkt    Tragic    Wtrlt    H'ojkingto*   Bur  tan 

\\.  B.  Keene,  manager  of  the  traffic  department  of  the  divi- 
sion of  operations  of  the  Emergency  Fleet  Corporation,  baa  with- 
drawn his  resignation,  according  to  Chairman  Lasker  and  Vice- 
President  Ix>ve  in  charge  of  traffic  of  the  Fleet  Corporation.  Mr. 
Love  said  there  was  not  a  more  loyal,  efficient  man  in  the  organ- 
isation than  Mr.  Keene  and  that  he  would  have  regretted  very 
much  to  lose  his  services.  A  similar  statement  was  made  by 
Mr  I ..i-k- -!-  Keene  resigned  because  he  was  offended  at  state- 
.'•  made  concerning  him  by  Mr.  Lasker  when  the  latter  was 

fylng  before  the  House  appropriations  committee.  Mr. 
Lasker  testified  that  the  board  had  increased  Mr.  Keene's  salary 

.  $9.500  to  $10.000  so  a*  not  to  "humiliate"  him  when  the  Fleet 

oration  was  reorganized  and  Mr.  Keene  was  displaced  as 
acting  director  of  the  board's  deet.  Mr.  Lasker  said  be  had  no 

ntion  of  offending  Mr.  Keene.  but  that  rather  be  thought  he 
wax  complimenting  him. 


MAY  ENFORCE  SEC.  28  OF  JONES  ACT 

on  by  the  Shipping  Board  looking  to  enforcement  of 
lection  28  of  the  Jones  merchant  marine  act,  which  provide*  In 
iffect  that  export  and  import  rates  shall  apply  only  on  shipments 
arrled  to  and  from  the  United  State*  In  American  bottoms,  may 
w  taken  In  the  near  future,  according  to  Chairman  Lasker.  A 
vport  on  the  matter  Is  to  be  submitted  soon  to  the  board,  he 

When  the  board  has  considered  the  report  it  will  decide 
rheiher  the  section  shall  be  applied  to  all  ports  or  only  to  cer- 
aln  ports.  That  Is  one  of  the  questions  which  has  been  bother- 
ng  the  board.  Some  believe  that  the  board  may  certify  that 
dequate  shipping  facilities  under  the  American  flag  exist  at 
ertaln  ports  and  thus  make  the  section  applicable  only  to  those 

>•  •: ' 

Chairman  Lasker  said  the  board  has  no  Intention  of  asking 
>a«gnsji  to  revise  the  section.  The  Interstate  Commerce  c<>m 
Bteston.  In  Its  annual  report  to  Congress  for  1921.  gravely  ques- 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR  PERMANENT 
STOCK  DISTRIBUTION 

SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
KI  .  WORTH  AND  GALVESTON 


.1L.NEW     WAY 


UK  the  1921  Model 

Edgar  Steel  Seals 

When  Shippin,  Carloadi  of 

Automobiles,   Flour, 
Grain,  Steel,  Everything 

Anything  where  a  part  can  be  taken  out. 

Save  the  loea. 

Prevent  the  neceeeity  of  claim*  by  elimi- 
nating the  temptation  to  cover  up  theft. 

Send  full  shipment*  and  know 
they  will  get  there 

The  Edgar  Steel  Seal  & 
Mfg.  Company, 


•nth 
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i  lulled  the  advisability  of  applying  the  section  in  its  present  form 
and  suggested  that  Congress  should  give  consideration  to  the 
effect  the  application  of  the  section  might  have  on  certain  ports. 
No  hearings  will  be  held  on  the  question  of  making  section 
28  operative,  Chairman  Lasker  said. 


LEGAL  WORK  OF  FLEET  CORPORATION 

The  Traffic  World  Washington  Bureau 

Nathan  A.  Smyth  has  been  named  as  general  counsel  of  the 
Emergency  Fleet  Corporation.  He  has  been  assistant  general 
counsel  since  July  14,  1921.  Elmer  Schlesinger  will  continue 
as  general  counsel  of  the  Shipping  Board,  but  the  promotion  of 
Mr.  Smyth  will  bring  about  distinctively  a  segregation  of  the 
legal  work  of  the  board  from  that  of  the  Fleet  Corporation,  in 
line  with  the  delegation  of  operating  functions,  which  heretofore 
has  been  made  to  the  Emergency  Fleet  Corporation,  it  was  an- 
nounced. Mr.  Smyth  before  becoming  assistant  general  counsel 
last  July  was  associated  with  the  law  firm  of  Rushmore,  Bisbee 
and  Stern  in  New  York  City. 


RINGWOOD  LEAVES  FLEET  CORP. 

The    Traffic    World    Washington   Bureau 

A.  J.  Frey,  vice  president  of  the  Emergency  Fleet  Corpora- 
tion, in  charge  of  operations,  has  announced  that  R.  J.  Ringwood 
has  resigned  as  manager  of  the  operating  department.  Mr.  Ring- 
wood  held  the  position  since  August  3,  1921.  He  said  he  was 
leaving  the  board  under  pleasant  conditions  but  that  he  could 
not  afford  to  remain  to  Washington,  under  present  conditions  of 
cost  of  living,  at  the  salary  he  received.  He  will  return  to  his 
home  in  San  Francisco  and  reengage  in  steamship  activities. 


ST.  LAWRENCE  CANAL  OWNERSHIP 

The    Traffic    World    Washington  Bureau 

A  resolution  providing  that  it  is  the  sense  of  the  Senate 
that,  as  a  condition  precedent  to  the  United  States  joining  with 
Canada  in  the  construction  of  the  proposed  St.  Lawrence  canal 
project,  the  Canadian  government  should  cede  certain  described 
territory  to  the  United  States,  has  been  introduced  by  Senator 
King  of  Utah-.  The  resolution  follows: 

Whereas,  The  project  for  the  canalization  of  the  St.  Lawrence 
River,  and  the  development  of  hydraulic  power  in  connection  there- 
with, between  Lake  Ontario  and  the  head  of  tidewater  in  the  St. 
Lawrence  River  below  the  city  of  Montreal,  at  the  joint  expense  of 
the  Governments  of  the  United  States  and  the  Dominion  of  Canada, 
contemplates  that  the  Government  of  the  United  States  shall  con- 
tribute one-half  of  the  cost  of  the  construction  of  the  necessary  chan- 
nels, dams,  locks,  and  hydraulic  works  in  that  portion  of  the  St. 
Lawrence  River  between  the  northern  boundary  of  the  State  of  New 
York  and  the  mouth  of  the  Richelieu  River,  which  portion  of  the  St. 
Lawrence  River  passes  entirely  through  Canadian  territory,  and  upon 
which  the  United  States  has  no  riparian  rights,  or  rights  with  respect 
to  the  water  power,  and  has  no  contact  with  the  banks,  or  with  the 
proposed  navigable  channels,  canals,  dams,  locks,  or  hydraulic  works, 
for  which  the  Government  of  the  United  States  is  expected  to  appro- 
priate one-half  of  the  cost  of  construction:  Now,  therefore,  be  it 

Resolved,  That  it  is  the  sense  of  the  Senate  that,  as  a  condition 
precedent  to  the  Government  of  the  United  States  joining  with  the 
Government  of  the  Dominion  of  Canada  in  the  construction  of  such 
works,  the  Dominion  of  Canada  cede  to  the  United  States  the  terri- 
tory lying  between  the  Richelieu  River,  Lake  Champlain,  and  the 
northern  boundary  of  the  State  of  New  York,  including  the  bank  and 
the  bed  of  the  St.  Lawrence  River  to  the  center  of  the  channel  thereof, 
from  the  point  of  intersection  with  the  northern  boundary  of  New 
York  to  the  mouth  of  the  Richelieu  River,  in  order  that  the  United 
States  may  become  joint  owner  with  the  Dominion  of  Canada  of  the 
course  of  the  St.  Lawrence  River  to  the  head  of  tidewater  below  the 
city  of  Montreal,  and  joint  owner  with  the  Dominion  of  Canada  in  the 
proposed  canals,  channels,  dams,  locks,  and  hydraulic  works,  and  of 
all  rights  of  navigation  and  of  water  power  appurtenant  thereto. 

SALE  OF  SHIPPING  BOARD  VESSELS 

The  Emergency  Fleet  Corporation  has  sold  four  10,000-ton 
oil-burning  vessels — the  Mandarin,  Cathay,  Celestial  and  Oriental, 
which  were  built  for  the  Shipping  Board  at  Hongkongt — o  Robert 
Dollar  for  cash.  The  amount  received  for  the  vessels  was  not 
made  public,  the  policy  of  the  board  being,  as  explained  by  Presi- 
dent Powell,  that  publication  of  the  sale  prices  might  affect 
adversely  the  sale  of  other  ships.  Mr.  Powell  said  because  of 
the  condition  of  a  given  ship  it  might  be  sold  for  a  price  that 
would  not  apply  to  another  ship  under  other  conditions  and  that 
therefore  the  prices  would  not  be  made  public.  One  of  the 
vessels  was  only  recently  completed.  The  Dollar  company  will 
use  the  vessels  in  the  trans-Pacific  trade. 

E.  P.  Farley,  vice-president  of  the  Emergency  Fleet  Cor- 
poration, in  charge  of  ship  sales,  has  announced  the  following 
ship  sales:  The  SS.  Rajah  d.  w.  t.  3500,  ex-German  cargo,  to 
Rajah  Steamship  Company,  New  Orleans,  La.,  for  approximately 
$35,000;  the  SS.  Fort  Seward,  3688  d.  w.  .t.,  wooden  cargo  ship, 
to  Raeffael  Starita,  Naples,  Italy,  for  about  $8,000. 


SUPPLEMENTAL  ORDER  IN  1303 

Tht  Traffic  World  Washington  Bureau 

The  Commission  has  issued  a  supplemental  order  in  I.  and  S. 
No.  1303,  revising  rates  and  rate  bases  therein  established  by 
its  order  of  November  15  so  as  to  permit  the  establishment  ot 
carload  commodity  base  rates  from  St.  Louis  and  Louisville  to 
New  Orleans  on  soda  ash,  caustic  soda,  and  bicarbonate  of  soda, 
as  follows:  Soda  ash,  40  cents;  caustic  soda,  40  cents;  and 
bicarbonate  of  soda,  56  cents. 

The  order  of  November  15  is  further  modified  by  inserting 
after  "New  Orleans,  La.,"  at  the  end  of  the  first  subdivision  of 
the  second  paragraph,  beginning  "It  is  further  ordered,"  the 
following: 

Where  the  application  of  this  rule,  providing  for  85  per  cent  of 
the  suspended  commodity  rates  from  St.  Louis  to  New  Orleans,  would 
result  in  reducing  the  present  rates  from  St.  Louis  to  New  Orleans, 
the  present  rates  may  be  continued  in  effect,  provided  that  if  th« 
suspended  rates  are  less  than  the  present  rates,  the  suspended  rates 
shall  be  observed  as  maxima. 

It  is  further  modified  by  striking  therefrom  the  fourth  sub- 
division of  the  second  paragraph,  beginning  "It  is  further  or- 
dered," and  inserting  in  lieu  thereof  the  following: 

Rates  on  said  commodities  between  Nashville,  Tenn.,  and  Lower 
Mississippi  River  crossings  and  related  points  shall  not  exceed  rates 
which  bear  the  same  percentage  relationship  to  the  first-class  rates 
to  and  from  Nashville  that  the  rates  prescribed  herein  from  St.  Louis, 
Mo.,  and  Louisville,  Ky.,  to  New  Orleans,  La.,  bear  to  the  contempo- 
raneous first-class  rate  from  St.  Louis  to  New  Orleans. 

Rates  on  said  commodities  from  Jeffersonville  and  Evansville,  Ind., 
and  Cairo,  111.,  to  Nashville,  Tenn.,  shall  not  exceed  the  rates  con- 
temporaneously maintained  from  Cairo  to  Memphis,  Tenn. 

Rates  on  said  commodities  from  Cincinnati,  Ohio.  Louisville,  Ky., 
St.  Louis,  Mo.,  and  related  points,  to  Nashville,  Tenn.,  shall  not  ex- 
ceed rates  which  bear  the  same  percentage  relationship  to  the  rates 
from  Jeffersonville  and  Evansville,  Ind.,  and  Cairo,  111.,  to  Nashville, 
as  the  first-class  rates  from  Cincinnati,  Louisville,  St.  Louis,  and 
related  points,  to  Nashville  bear  to  the  contemporaneous  first-class 
rates  from  Jeffersonville,  Evansville  and  Cairo  to  the  same  point. 

The  petitions  asking  that  the  rates  prescribed  in  the  order 
of  November  15,  as  modified,  be  permitted  to  be  made  effective 
March  2,  upon  not  less  than  one  day's  notice,  have  been  denied. 


VALUATION  PROVISIONS  AMENDMENT 

The    Traffic    World    Washington   Bureau 

Senator  Cummins,  chairman  of  the  Senate  interstate  com- 
merce committee,  this  week  submitted  to  the  Senate  a  favorable 
report  on  Senate  Bill  539,  which  eliminates  from  the  valuation 
provisions  of  the  interstate  commerce  act  the  requirement  that 
the  Commission  shall  ascertain  and  report  the  cost  of  repro- 
duction of  carrier  lands  in  arriving  at  the  final  value  on  a  given 
carrier's  property.  A  similar  report  was  ordered  last  week  by 
the  House  committee  on  interstate  commerce  on  practically  an 
identical  House  bill. 

Prior  to  the  decision  of  the  United  States  Supreme  Court  in 
the  Kansas  City  Southern  mandamus  case,  the  Commission  did 
not  comply  with  the  provisions  referred  to  because  it  held  the 
statute  required  something  that  was  impossible  to  perform  ex- 
cept on  a  basis  of  guessing.  The  court  said,  however,  that  the 
Commission  would  have  to  obey  the  law  and  since  that  time 
the  Commission,  in  its  tentative  valuation  reports,  has  included 
estimates  covering  the  cost  of  reproduction  of  carrier  lands. 

At  the  same  time  it  urged  the  interstate  commerce  commit- 
tees to  pass  the  valuation  bill,  which  has  now  been  favorably 
reported.  The  measures  also  were  supported  by  the  National 
Association  of  Railway  and  Utilities  Commissioners,  John  E. 
Benton,  general  solicitor,  contending  that  unless  the  require- 
ment were  repealed,  the  shippers  of  the  country  would  be  re- 
quired to  pay  a  great  deal  more  in  rates  to  cover  the  increase 
in  value  of  railroad  property  that  would  result  from  inclusion 
of  the  estimated  cost  of  reproduction  of  carrier  lands. 

The  valuation  counsel  for  the  railroads  vigorously  opposed 
the  bills  during  hearings  before  the  committees. 


FOREIGN  BUILT  BOATS  IN  COAST  TRADE 

Senator  Fletcher  of  Florida  has  introduced  a  bill  under 
which  vessels  built  under  foreign  flags  and  admitted  to  American 
registry  would  be  permitted  to  enter  the  coastwise  trade.  The 
bill  also  provides  that  such  vessels  must  be  owned  by  American 
utizens. 


COMMISSION'S  INTRASTATE   POWERS 

The    Traffic    World    Washington   Bureau 

Hearings  will  be  begun  February  23  before  the  House  com- 
mittee on  interstate  and  foreign  commerce  on  the  proposals  to 
define  and  limit  the  power  of  the  Commission  over  intrastate 
rates  and  to  repeal  section  15a  of  the  interstate  commerce  act. 
It  is  expected  the  witnesses  before  the  committee  will  be  the 
same  who  appeared  before  the  Senate  interstate  commerce  com- 
mittee in  the  hearings  on  the  Capper  and  Nicholson  bills. 

The  Senate  committee  has  not  yet  met  in  executive  session 
to  consider  the  testimony  received  by  it  on  the  proposed  modi- 
fications of  the  transportation  act.  It  is  understood  the  com- 
mittee is  waiting  for  the  Supreme  Court  to  hand  down  a  decision 
in  one  of  the  intrastate  rate  cases.  It  would  not  surprise  those 
who  have  been  following  the  situation  if  the  Supreme  Court 
should  announce  a  decision  in  the  Wisconsin  intrastate  passenger 
fare  case  when  it  reconvenes  on  Monday,  February  27.  The 
court  has  been  in  recess  since  January  30. 

It  is  regarded  as  doubtful  whether  an  attempt  will  be  made 
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Route  of  Through  Car  Line* 
NEW  YORK— PHILADELPHIA— CHICAGO 


Leliigli  \fctUey 

Railroad 

•  The  Route  of  The  Black  Diamond  • 

.' 

New  Through  Sleeping  Car  Service 

Between 

New  York— Detroit— Chicago 


Runs  on  the  Following  Schedule 

The  Chicago  LxpreM  The  Black  Diamond 

l>-ly  P., I, 

6:15  P.M.  Lv.  N«w  York  (P««.  Su.)  Ar.    8:47  P.M. 

6:47  P.M.  Lv.  Newark    Meeker  Av.    Ar.     8:14  P.M. 

6:30  P.M.  Lv.PM«leMii.(iiift«T«.)  Ar.    iMJJ*. 

8:30  P.M.  Lv.  Eaiton  Ar.     6:46  P.  M. 

8:56  P.M.  L».  Bethlehem  Ar.    6:20  P.M. 

9:06  P.  M.  Lv.  Allentown  Ar.    6:12  P.M. 

11:45  P.M.  Lv.          Wilke*-B«rre          Ar.    3:37  P.M. 

Lv.  Ithaca  Ar.  12:37  P.M. 

6:15  A.M.  Ar.  Buffalo    E.T         Lv.    9:30  A.M. 

1:40  P.M.  Ar.  Detroit   M.C.RJt.  C.T.)  Lv.  10:45  P.M. 

2:44  P.M.  Ar.  Ann  Arbor  Lv.    9:38  P.M. 

3:40  P.M.  A«.  J.ck.on 


9:35  P.M.  Ar. 
4:47  P.M.  Ar. 
5:20  P.M.  Ar. 
6:35  P.M.  Ar. 
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DINING  CARS  SERVING  ALL  MEALS         / 


Westward  on  The  Chicago  Express 
Eastward  on  The  Black  Diamond 

(Traversing  the  Lehigh  Valley's  Scenic  Line  in  Daylight) 

PASSING  NIAGARA  FALLS  in  both  direc- 
tions and  providing  service  from  and  to  New 
York's  Most  Convenient  Terminal— PENN- 
SYLVANIA STATION,  a  block  from  Broad- 
way, in  the  heart  of  New  York  City. 

No  Extra  Fare 
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by  congressional  leaders  to  change  the  transportation  act  in 
any  important  respect  before  the  proposed  adjournment  in  June. 
Unless  sentiment  in  favor  of  the  proposed  changes  becomes  so 
strong  that  the  leaders  cannot  withstand  it,  it  is  believed  that 
final  consideration  of  the  changes  will  be  deferred  until  the  ses- 
sion of  Congress  beginning  in  December,  1922. 

Senator  Cummins,  chairman  of  the  Senate  interstate  com- 
merce committee,  is  on  record  as  being  strongly  opposed  to 
repeal  of  section  15a,  and  should  the  Supreme  Court  sustain  the 
Commission  in  its  decisions  in  the  intrastate  rate  cases  it  is  not 
believed  that  the  senator  would  aid  in  a  movement  to  take  away 
from  the  Commission  power  which  the  Supreme  Court  may  say 
it  has  under  an  act  of  Congress.  The  position  of  Senator  Cum- 
mins has  been  that  if  the  decisions  of  the  Commission  .were 
backed  up  by  sufficient  evidence  under  the  Shreveport  doctrine, 
the  Commission  did  not  exceed  its  power.  Therefore,  if  the  Su- 
preme Court  should  sustain  the  Commission's  findings  on  the 
basis  of  the  Shreveport  doctrine,  it  is  not  believed  that  the 
senator  would  give  support  to  a  movement  to  reduce  the  power 
of  the  Commission  to  remove  discrimination  against  interstate 
commerce. 


PROPOSED  TO  AMEND  SECTION  206 

The    Traffic    World    Washington   Bureau 

Representative  Huddleston  of  Alabama,  member  of  the 
House  committee  on  interstate  and  foreign  commerce,  has  intro- 
duced the  following  bill  (H.  R.  10391)  to  amend  subdivision  (d) 
of  section  206  of  the  transportation  act: 

(d)  Actions,  suits,  proceedings  and  reparation  claims,  of  the  char- 
acter above  described,  pending  at  the  termination  of  federal  control, 
whether  such  actions  were  brought  against  carrier  companies  as  pi'o- 
vided  by  the  federal  control  act  or  agrainst  the  Director  General  of 
Railroads,  under  the  provisions  of  General  Orders  Nos.  50  and  50A  of 
the  Director  General  or  Railroads,  shall  not  abate  by  reason  of  such 
termination  but  may  be  prosecuted  to  final  judgment,  substituting  the 
agent  designated  by  the  president  under  subdivision  (a)  as  the 
defendant  in  the  case  and  shall  not  be  subject  to  the  bar  of  the 
statute  of  limitations  if  the  action  was  originally  brought  within  the 
time  prescribed  by  statute  of  limitations  applicable  to  the  cause  of 
action. 

As  subdivision  (d)  stands  in  the  law  now  it  is  as  follows: 

(d)  Actions,  suits,  proceedings  and  reparation  claims  of  the  charac- 
ter above  described  pending  at  the  termination  of  federal  control  shall 
not  abate  by  reason  of  such  termination,  but  may  be  prosecuted  to 
final  judgment  substituting  the  agent  designated  by  the  president 
under  subdivision  (a). 

When  asked  to  explain  the  purpose  of  the  proposed  amend- 
ment, Representative  Huddleston  said  he  was  too  busy  to  do  thai. 


VIRGINIANS  ASK  ACT  AMENDMENT 

The    Traffic    World    Washington   Bureau 

Senator  Swanson,  of  Virginia,  has  submitted  to  the  Senate 
two  joint  resolutions,  adopted  by  the  Virginia  legislature,  rel- 
ative to  the  railroad  situation.  One  appeals  to  the  Interstate 
Commerce  Commission  to  order  a  substantial  reduction  in 
freight  rates  and  to  the  state's  representatives  in  Congress  to 
favor  the  passage  of  such  legislation  as  will  enable  the  carriers 
to  reduce  expenses,  "so  that  employes  may  be  warranted  in  ac- 
cepting lower  compensation  by  reason  of  less  cost  of  living." 
The  other  urges  the  state's  representatives  in  Congress  to  amend 
the  transportation  act  in  the  following  respects: 

That  we  urge  upon  our  senators  and  representatives  in  Congress 
to  so  amend  the  existing  legislation  as  to  clearly  define  and  limit  the 
powers  of  the  Interstate  Commerce  Commission  so  that  no  intrastate 
rate  or  fare  may  be  changed  or  set  aside  without  proof  by  competent 
evidence,  and  upon  findings  of  fact  made,  that  the  same  injures  a 
person  or  persons,  or  a  locality  or  localities,  engaged  in  interstate 
commerce  to  such  an  extent  as  seriously  to  diminish  the  business  of 
such  person  or  persons  or  seriously  to  retard  growth  and  development 
of  such  locality  or  localities: 

Resolved  further,  That  our  Representatives  in  Congress  are  re- 
quested to  advocate  the  incorporation  in  such  amendatory  legislation 
through  the  Capper  or  Nicholson  bills,  or  in  some  other  way,  a 
declaration  of  the  purpose  of  Congress  to  recognize  the  rights  of  the 
several  States  to  exercise  full  and  final  jurisdiction  over  all  rates  for 
intrastate  transportation  which  do  not  injure  persons  or  localities  en- 
gaged in  interstate  commerce  in  the  manner  aforesaid;  and 

Resolved  further.  That  said  Representatives  in  Congress  be  respect- 
fully urged  to  advocate  such  legislation  that  the  regulatory  authorities 
of  the  States  which  may  make  reasonable  orders  and  regulations,  not 
in  conflict  with  the  Federal  law  or  with  lawful  orders  of  the  Interstate 
Commerce  Commission,  requiring  cars  within  the  respective  borders  of 
silch  States  to  be  equitably  distributed  to  shippers  desiring  same;  and 

Resolved  further,  That  our  Representatives  in  Congress  be  respect- 
fully urged  to  advocate  an  amendment  under  the  law  so  that  certifi- 
cates of  convenience  and  necessity  granted  by  the  Interstate  Com- 
merce Commission  shall  not  purport  to  relieve  the  carriers  obtaining 
the  same  from  conforming  to  the  laws  of  the  States  with  respect  to 
construction  and  operation  within  the  States  for  intrastate  trans- 
portation, or  with  respect  to  the  abandonment  of  such  transportation. 

KANSAS   &   OKLAHOMA   STOCK 

The  Kansas  &  Oklahoma  Railway  Co,  has  applied  to  the 
Commission  for  authority  to  issue  $1,500,000  of  capital  stock 
and  use  the  proceeds  from  the  sale  of  the  stock  for  the  con- 
struction of  a  railroad  from  Forgan,  Okla.,  to  the  Kansas-Colo- 
rado state  line. 


REPORT  OF  DIRECTOR-GENERAL 

The    Traffic    World    Washington   Bureau 

In  a  report  to  the  President,  which  was  transmitted  this 
week  to  Congress,  covering  the  period  of  twenty-two  months  since 
the  termination  of  federal  control  March  1,  1920,  Director-General 
Davis  of  the  Railroad  Administration  estimated  that  at  the  end 
of  1922  at  least  80  or  90  per  cent  of  the  claims  of  the  carriers 
against  the  government  should  be  adjusted  and  that  "the  balance 
of  the  claims  of  the  carriers  and  all  the  other  demands  of  third 
persons  should  be  so  nearly  disposed  of  during  the  calendar  year 
1923  that  at  the  end  of  (hat  time  consideration  should  be  given 
to  the  abandonment  of  the  existing  Railroad  Administration,  and 
transferring  the  limited  amount  of  undisposed  matters  remain- 
ing to  some  permanent  organization  of  the  government." 

"If  future  adjustments  with  the  carriers  are  concluded  upon 
the  same  general  lines  as  those  which  have  been  consummated 
in  the  past,"  he  said,  "the  Administration  with  its  available  as- 
sets, including  cash  on  hand,  assets  in  field,  and  the  sale  and 
collection  of  obligations  of  the  carriers  now  owned  by  the 
government  and  taken  from  the  carriers  in  matters  connected 
with  and  growing  out  of  federal  control,  should  be  able  'to  ad- 
just, settle,  liquidate  and  wind  up  all  matters,  including  com- 
pensation, and  all  questions  and  disputes  of  whatsoever  nature 
arising  out  of  or  incident  to  federal  control'  without  any  further 
direct  appropriation  by  Congress  for  that  purpose." 

Mr.  Davis  reviewed  the  contentions  of  the  Railroad  Ad- 
ministration and  of  the  carriers  with  regard  to  the  construction 
of  the  "standard  contract"  in  arriving  for  a  basis  for  settlement 
of  the  maintenance  claims  of  the  carriers,  involving  alleged  in- 
efficiency of  labor,  etc. 

"The  difference  in  construction  of  this  contract  would 
amount  to  $600,000,000  or  $700,000,000,"  said  he.  "The  conten- 
tion of  the  Railroad  Administration  has  been  finally  acquiesced 
in  by  the  carriers  with  whom  adjustments  have  been  made  and 
has  also  received  the  approval  of  the  Interstate  Commerce 
Commission,  and  all  settlements  that  have  been  made  to  date 
have  been  based  on  the  construction  of  the  contract  claimed  by 
the  government. 

"Up  to  December  31,  1921,  claims  in  final  settlement  have 
been  filed  aggregating  $931,721,488.18.  These  claims  represent 
a  total  main  line  mileage  of  208,731  miles,  leaving  claims  yet  to 
be  filed  (excluding  short  lines)  of  32,463  main  line  miles  of  road. 
If  the  balance  of  the  claims  yet  to  be  filed  are  presented  on  the 
same  general  lines  as  those  already  filed  it  is  estimated  that  the 
total  amount  of  the  claims  which  will  finally  be  presented  by  the 
carriers  will  aggregate  about  $1,100,000,000. 

"Up  to  December  31,  1921,  claims  in  the  aggregate  of  $447,- 
518,009  have  been  adjusted.  The  amount  agreed  upon  in  making 
these  settlements  was  $133,694,353.  The  claims  settled  represent 
116,099  miles  of  main  line  mileage  or  48.135  per  cent  of  all  the 
main  line  mileage  under  federal  control." 

As  to  short  lines,  Mr.  Davis  said  that  up  to  December  31, 
1921,  claims  aggregating  $1,732,272  had  been  filed. 

With  reference  to  reparation  claims,  the  Director-General 
said  he  had  paid  out  $1,066,786  since  the  end  of  federal  control. 
This  amount  includes  $522,789  paid  out  on  formal  awards  and 
$543,996  on  informal  claims.  In  addition,  he  said,  there  will  be 
an  aggregate  of  50,000  to  75,000  overcharge  claims  requiring 
adjustment. 

'The  volume  and  complex  character  of  these  claims,"  said 
he,  "necessitates  delay  in  disposing  of  same,  and  has  resulted 
in  some  criticism  on  the  part  of  shippers  presenting  these  de- 
mands. The  work  of  properly  analyzing  these  claims  is  of  a 
highly  technical  character  and  requires  the  services  of  men 
expert  in  this  particular  branch  of  railroad  business,  and  the 
force  which  the  Administration  has  available  and  can  use  ef- 
ficiently must  be  to  some  extent  limited.  The  results  of  the 
investigations  heretofore  made  by  the  Administration  amply 
justify  the  necessary  time  to  properly  analyze  each  claim  before 
recommending  final  disposition." 

Liabilities  growing  out  of  the  inland  waterway  operations 
during  federal  control  have  cost  the  Administration  $4,636,028 
to  date,  or  $1.157,017  in  excess  of  the  estimate  at  the  time  the 
last  appropriation  was  made  for  the  Railroad  Administration, 
the  Director-General  said.  There  is  -still  a  •  small  amount  of 
these  liabilities  to  be  settled,  but  this  phase  of  the  work  has 
been  practically  completed. 

The  report  revealed  that  claims  aggregating  $91,318.381  have 
been  presented  by  the  carrier  for  additions  and  betterments 
which  the  carriers  claim  were  made  by  the  government  for  war 
purposes  and  which  they  contend  they  should  not  be  made  to 
pay  in  connection  with  the  settlement  of  additions  and  better- 
ments made  during  federal  control.  Of  these  claims,  $6.313.408 
have  been  allowed,  $13,993,511  have  been  declined,  and  $3,610,- 
895  have  been  withdrawn.  About  8,000  claims  are  still  under  in- 
vestigation. 

For  the  period  March  1,  1920,  to  December  31,  1921,  the 
Director-General  had  receipts  of  $1,093,757.504  and  disbursements 
of  $912,496,869,  and  there  is  now  available  for  the  general  pur- 
poses of  liquidation,  $181,260,634,  the  report  shows. 

The  report  includes  an  estimate  of  the  amount  due  the 
carriers  with  which  final  settlements  have  not  been  made  of 


Februarj'  18,  1922 


THE    TRAFFIC     WORLD 


391 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  House  Broker*,  Forwarding 
and  Clearing  House  Agent* 

LAREDO,  TEXAS 

Branch**  in  all  Principal  Citi**  in  th*  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
•ervice  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg- American  Line 

American -Hawaiian  S.  5.  Co. 
INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia  and  Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Taeoma 

Bc»to»            PhiU.  N«w  Y»rk 

S.S.  NKUKASKAN     Feb.  1« 

8.8.  TK\v\            Fib.  18  F*b.  13 

8.8.  AMERICAN      K.b.  JS          Mar.    2 

8.8.  DAKOTAN      Mar.     4  Mar.    > 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  8.   Pari«r  CoaM  Port*  I*  UM  Principal  Port*  of   (h.  Unlud 

KiB«dMB     and     Continent — Direct     Fort- 

nifhtlj     Billion 


Joint  Service*  with 

Hamburg- American  Line 

To  Hamburg 
NEW  YORK  TO  HAMBURG 

8.8.  twrKRTTEMBKRG     .  .  ..Fafc.  II 

OJa.  OREGON  I  AN  ...Mar.    4 

8.8.   HAWAIIAN  Mar.   14 

M     i  AKKiH.I.  ..Mar.  M 

-  -    i.f  IIKI.I  VN  Mar.  IS 

•J.  •Mill  NT    MINI  us  Mar.  1* 

•Carrie*  third-rl.w  paaatnon. 

•Cabin   and    thlr4-cUaa   paaMnrtra 

LOADING  P1RR  ««.  NORTH    RIVER 

PHILADELPHIA  TO   BREMEN   AND   HAMBURG 

U.  ORKCONIAN    t»ia   B.It, more   and    New    V.rk) Feb.    It 

8.8.  Bl  DBTBY      «ia     Baltimore     and     Norfolk) Mar.  7 

BOSTON  TO  BREMEN   AND  HAMBURG 

U.  <   \i  I  1-1. i     ..i.    R.lnnore    and    Norfolk, I  .  I,    18 

•A  HAWAIIAN      ...    N,,     \.,,k  iur.     7 

8.8.  THRMUTO    «ia    H.liiniorri     ...    Mar.  14 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8JI.  ORECiONlAN     ,,,.     N,.     l.rk,  Feb.  17 

8.8.  SI  Mil  in      ....     Norfolk,  Mar.  II 

8.8.  THEMI8TO  Mar.  It 

NOKFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

aVR.  CALU8TO     Fa*.  11 

8.8.  SlDBfRY     Mar.  19 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

8.8.   ADA  I.I  A  Early     March 

8.8.  AMAMIA  Earlr     April 

Tknawft  Mlla  of  U.,.«  rl.  Ha»barc  lm«d  U  all  Bcaadlnarian 

and  Baltic   Parta 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Pnwaw.    R*tawam-D*ll.    Part    Swtttaakaai.    Slnf.p.r..    Batarta. 
Saaiaranc,    Bvcraaara 

8^.  WE8T    MAHOMET  Mar.  I* 

Laa4la*    Pl.r    tl.    PaaKh    Tarvlnal.    Clifton.    8.    1. 

NKW   YORK  TO  NORTH  AFRICA  AND  LEVANT 

T.nw.    Malta.    Alfiandria    and    Syrian    Caaal    Parta 

8J.  WEST    MAHOMET     Mar.  1* 

laaa*»«   PUr   11.    Pawk    T.rmia.l.    <  hfton.    8.    I. 

Genera!  Office*:  39  BROADWAY,  New  York 

T.l.phon.    WIIITEIIAM.    Ill* 

WESTERN   FREIGHT  OFFICE 

I  Kirac..   1J7   So.th   LaSall*  8ir*rt  Ph«n.   Waba.h   41*1 

BRANCH    OFFICE* 

KO.IOH.    4*   Central    Slrrrt  Phon*    Fort    RIU  MM 

Pklladolpkla.    Bo«r«»    Bldg  1'hont    l.orab.rd  7*5* 

Pili.bunb.  Ollrtr  Bldf.  PhaiM  Grant  7411-2 

GENERAL    PACIFIC    COAST    AGENTS 
Winiaau.  DiBMid  *  C«..  IK  BaaMW*  St.,  Baa  Fraadac* 
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$241,062,934,  which  is  arrived  at  by  charging  to  the  carriers  ad- 
ditions and  betterments  in  the  sum  of  $476,130,731.  The  amount 
of  money  necessary  to  complete  the  arjustments,  the  Director- 
General  says,  will  depend  not  only  upon  the  amounts  found  due, 
but  the  extent  to  which  the  President  exercises  his  discretion  in 
refraining  from  setting  off  Indebtedness  due  to  the  carriers 
against  claims  for  additions  and  betterments. 

Equipment  obligations  held  by  the  Railroad  Administration 
as  of  December  31,  1921,  totaled  $183,255,400.  The  total  amount 
taken  by  the  Director  General  was  $346,556,750.  Since  Septem- 
ber 1,  1921,  equipment  obligations  of  $140,197,700  had  been  sold 
by  the  end  of  the  year. 

Discussing  the  organization  of  the  Railroad  Administration, 
Mr.  Davis  said  that  in  1921  an  average  of  1,250  people  were  in 
the  employ  of  the  Administration  and  their  compensation  ag- 
gregated $3,084,020.  He  said  this  overhead  for  the  central  office 
was  much  less  than  half  in  number  of  employes  and  amount  of 
compensation  as  compared  with  similar  expenses  during  the 
period  of  federal  control.  He  said  these  expenses  would  be 
rapidly  reduced  as  the  work  of  adjustment  proceeds  and  nears 
conclusion. 

"The  results  so  far  obtained  in  making  final  adjustments 
amply  justify  the  maintenance  of  the  existing  organization, 
and,  in  my  judgment,  has  resulted  In  the  saving  of  many  hun- 
dreds of  millions  of  dollars  to  the  government,"  said  he. 


REPARATION  CASES  TO  COURT 

The    Traffic    World    Washington   Bureau 

In  about  two  months,  it  is  figured,  the  Railroad  Adminis- 
tration will  be  in  the  federal  court  for  the  middle  district  of 
Alabama  defending  its  refusal  to  obey  reparation  orders  of  the 
Commission.  Two  cases  will  come  on  for  hearing  about  that 
time.  They  were  brought  by  C.  E.  Cotterill  in  behalf  of  whole- 
sale grocers  who  paid  what  the  Commission  called  unreasonable 
rates  on  sugar  from  New  Orleans  to  Montgomery.  Part  of  the 
shipments  moved  while  the  railroads  were  under  federal  control. 
The  Director-General,  -as  agent,  has  declined  to  pay  the  awards, 
apparently  on  the  main  ground  that  the  grocers  did  not  suffer 
damage  by  reason  of  the  condemned  rate  because  they  passed  on 
the  cost  of  the  sugar,  including  the  charge  for  transportation. 
So  far  as  the  petition  and  answer  indicate,  the  cases  will  involve 
nearly  every  question  John  P.  Finerty  has  ever  raised  about 
the  power  of  the  Commission  to  award  reparation  to  shippers 
on  shipments  moving  while  the  government  had  control  of  the 
railroads. 

The  money  involved  directly  in  these  suits  is  small,  amount- 
ing it  is  believed  to  no  more  than  $500.  The  expenses  arising 
out  of  the  suits  will  be  greater  than  that,  but  the  principle  in- 
volved is  of  great  interest  to  shippers  who  have  been  given 
awards  of  reparation,  especially  on  commodities  the  prices  of 
which  were  controlled  by  the  government,  by  means  of  the  mar- 
gins allowed  for  the  services  of  licensed  dealers. 

The  plaintiffs  are  R.  M.  Hobble  Grocery  Company  and  the 
firm  of  Schloss  &  Kahn  Grocery  Company.  They  made  shipments 
of  sugar  from  New  Orleans  to  Montgomery  under  the  rate  found 
unreasonable  by  the  Commission  and  received  from  the  Com- 
mission an  award  of  reparation  to  the  extent  of  the  difference 
between  the  rate  paid  and  the  one  which  the  Commission  said 
would  have  been  reasonable  at  the  time. 

The  petition  of  the  plaintiffs  in  court  is  stereotyped  and 
merely  recites  the  order  of  the  Commission  and  the  refusal  of 
the  federal  agent  to  pay. 

Local  attorneys  for  the  Railroad  Administration  have  filed 
an  answer  to  the  petition  which  is  almost  a  demurrer.  It  prob- 
ably will  be  withdrawn  so  that  Mr.  Finerty  can  put  in  an  answer 
and  make  the  claims  with  regard  to  awards  of  reparation  on 
commodities  the  prices  of  which  were  controlled  by  the  govern- 
ment he  has  made  in  cases  before  the  Commission,  chief  of  which 
is  that,  inasmuch  as  the  complainant  was  selling  an  article  on. 
which  the  government  established  a  maximum  of  profit,  and 
there  was  no  showing  that  his  profit  was  less  than  allowed  by 
law,  he  suffered  no  damage.  The  answer  of  the  local  attorneys 
asked  for  the  striking  of  the  petition  on  four  grounds,  as  follows: 

1.  Said  complaint  fails  to  state  a  cause  of  action. 

2.  Said  complaint  shows  upon  its  face  that  the  defendant 
is  not  liable  for  the  amount  sued  for,  or  any  other  amount. 

3.  Said  complaint  shows  upon  its  face  that  the  Interstate 
Commerce  Commission  was  without  power  or  authority  to  direct 
the  defendant,  or  his  predecessor  in  office,  to  pay  the  plaintiff 
the  sum  of  $112.30  or  any  other  sum. 

4.  Said  complaint  shows  upon  its  face  that  the  Interstate 
Commerce   Commission   was  without  jurisdiction   to  make  and 
enter  an  order  or  judgment  directing  the  defendant,  or  his  prede- 
cessor in  office,  to  pay  to  the  plaintiff  $112.30  or  any  other  sum. 

That  answer  goes  farther  back  than  the  Railroad  Adminis- 
tration attorneys  have  been  going  for  a  long  time,  if  they  ever 
so  bluntly  denied  the  power  of  the  Commission  to  make  repara- 
tion orders  against  the  Director-General.  The  understanding, 
however,  is  that  the  Railroad  Administration  is  not  willing  to 
stand  on  the  answer  made  by  its  local  counsel  and  that  an  amend- 
ment, if  not  a  complete  withdrawal,  may  be  expected.  The  Rail- 


road Administration,  If  it  ever  took  the  position  that  awards 
could  not  be  made  against  it,  under  any  conditions,  has  been 
paying  awards,  although  contesting  many  cases. 

The  attorney  for  the  shippers  asks  the  court  in  his  peti- 
tions for  an  allowance  of  attorney's  fee  to  be  assessed  against  the 
federal  agent. 

The  decision  of  that  question  will  be  of  interest  to  shippers 
whose  reparation  orders  are  "hung  up"  in  the  Railroad  Admin- 
istration without  any  certainty  as  to  whether  payment  will  or 
will  not  be  made  voluntarily. 

Still  another  question  involved  in  the  Montgomery  suits  is 
whether  or  not  shippers  who  filed  such  suits  must  tender  the 
court  costs  In  advance.  In  the  Montgomery  suits  no  costs  wer* 
paid  by  the  plaintiffs  on  the  theory  that  section  16-a  of  the  in- 
terstate commerce  act  is  just  as  applicable  to  the  federal  agent 
as  to  the  railroad  corporations.  Such  section  exempts  shippers 
from  the  payment  of  costs  except  on  appeals  and  then  only  if 
they  lose  in  the  appellate  courts. 

REDUCTIONS    ON   PINE 

The  Traffic  World  Washington  Bureau 

According  to  A.  G.  T.  Moore,  traffic  manager  for  the  South- 
ern Pine  Association,  D.  W.  Longstreet,  of  the  Illinois  Central, 
and  Lincoln  Green,  of  the  Southern,  have  reaffirmed  their  prom- 
ise, claimed  by  Mr.  Moore  to  have  been  made  several  months 
ago,  to  put  into  effect  reductions  in  rates  on  pine,  the  same  as 
have  been  ordered  by  the  Commission  for  southern  hardwood. 
According  to  Mr.  Moore,  however,  the  southwestern  lines  have 
made  no  promises  on  that  point. 

From  what  Messrs.  Green  and  Longstreet  said  to  him,  Mr. 
Moore  has  drawn  the  conclusion  that  the  southeastern  lines,  in 
the  matter  of  rates  on  pine,  will  establish  a  rate  structure  that 
will  give  to  pine  exactly  what  was  ordered  for  hardwood,  in 
the  Southern  Hardwood  Traffic  Association  case. 

The  declination  of  the  southwestern  lines  to  give  definite 
assurances  as  to  rates  on  yellow  pine,  according  to  Mr.  Moore, 
has  constrained  the  Southern  Pine  Association  to  bring  the 
declination  on  that  head  to  the  attention  of  the  Commission. 
That  body,  so  far  as  can  be  recalled,  has  always  treated  the 
two  kinds  of  wood  as  being  entitled  to  the  same  rates.  There- 
fore, unless  the  Commission  permits  departures  by  the  south- 
western lines,  from  the  long  established  practice,  the  Southern 
Pine  people  believe  rates  on  their  lumber,  from  both  the  south- 
east and  the  southwest,  will  come  down  in  harmony  with  rates 
on  hardwood. 

It  is  beyond  the  power  of  the  Commission,  however,  without 
hearing,  to  order  down  rates  on  pine  from  either  the  southeast 
or  the  southwest.  If  reductions  are  made,  they  will  have  to  be 
voluntary;  that  is.  voluntary  in  the  sense  that  the  carriers,  in 
the  districts  mentioned,  will  make  the  reductions  so  as  to  pre- 
vent discrimination  in  favor  of  hardwood.  The  competition  be- 
tween the  two  kinds  of  wood,  it  has  heretofore  been  supposed, 
was  sufficient  to  make  different  rates  impracticable. 


BENEFIT  OF  LUMBER  REDUCTIONS 

The   Traffic    World    Washington  Bureau 

Since  the  Commission's  decision  in  the  Southern  Hard- 
wood Traffic  Association  case,  some  statistically  inclined  traffic 
men  have  made  figures  intended  to  show  that  the  reduction 
caused  by  that  order  is  so  small  there  is  no  hope  of  the  reduc- 
tion being  passed  on  to  the  ultimate  user  of  lumber,  in  the  con- 
struction of  a  home,  even  when  the  reduction  has  been  extended 
to  pine.  The  reduction,  even  if  made  sufficient  to  bring  back  the 
rates  in  effect  prior  to  Ex  Parte  74,  it  has  been  pointed  out, 
would  not  be  large  enough,  probably,  to  result  in  the  benefit  he- 
ing  passed  on  to  the  purchaser  of  a  house.  Nor  would  it  be  large 
enough  to  contain  or  to  restrain  a  man  thinking  of  building  a 
house.  In  other  terms,  the  freight  on  the  lumber  used  in  an  or- 
dinary frame  house  is  so  small  that  it  could  not  be  regarded  as 
a  determining  factor. 

It  has  been  estimated  that  the. freight  cost  on  lumber  to  be 
used  in  constructing  ordinary  frame  houses,  having  from  five  to 
eleven  rooms,  ranges  from  1.5  to  3.6  per  cent  of  the  cost  of  con- 
struction and  that,  even  if  the  rates  were  put  back  to  what  they 
were  prior  to  Ex  Parte  74,  the  percentage  of  saving  in  cost  of 
construction  would  range  from  one-third  to  three-fourths  of  one 
per  cent,  as  outside  figures.  In  dollars,  the  savings,  assuming 
average  hauls  would  be  given  to  the  Inmber,  especially  in  the 
Southeast,  would  run  from  about  $15  to  $40  per  house. 

The  benefit  of  reductions,  therefore,  it  is  assumed  by  those 
who  have  made  figures,  will  go  to  either  the  lumber  mills  or  to 
the  contractors.  A  contractor  might  shave  off  $25  or  even  $125 
on  his  contract,  but  it  is  suggested  the  man  who  has  made  plans 
for  building  or  buying  a  house,  would  not  be  stopped,  or  per- 
suaded to  go  ahead,  by  any  sum  less  than  $250,  even  if  the  ori- 
ginal estimate  of  cost  was  so  low  as  $2,500;  that  is  to  say  the 
margin  in  building  operations  is  not  generally  so  low  as  10  per 
cent  on  the  whole  estimate,  much  less  10  per  cent,  up  or  down,  of 
the  rail  rates  on  one  of  the  materials,  even  when  it  is  a  major 
material,  as  for  instance,  lumber  in  a  frame  house. 
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DECEMBER    EARNINGS 

The  Traffic  World  Washington  Bureau 

Iteports  from  176  Class  1  roads  on  December  earnings  and 
expenses  showed  a  net  railway  operating  income  of  $41,125,110 
as  against  a  net  of  $8,369,950  in  December.  1920,  according  to 
compilations  made  by  the  Bureau  of  Railway  Economics,  which 
issued  the  following  preliminary  report : 

MONTH  OF  DECEMBER  PKKI.I  M  I  \  Alt  V    KKI'OKT   OK   I  !!•:  VENUES 
AND    K.XPIONSES 

!  Vr cent 

of 

increase 
1921 

District  1921  1920  1920 

Total  Operating  Revenues: 

Eastern    District    (Incl.    Pocahontas) $188,449.399  $249,821,714     d  24.6 

Southern  District  (Excl.  Pocahontas) 11,723,217      52,238,046    d  20.1 

\\Vst--m  District 140,223,158     179,588,276     (121.9 

Tnited  States 370,395,774     481,648,036     d  23.1 

Total  Operating  Expenses: 

K.-istcrn    District    (Incl.   Pocahontas) 149.362.793     230,367,613     d  35.2 

Southern  District  (Excl.  Pocahontas) 35,551,488       47,303,888     d  24.8 

\V. -stern   District    123,519,159     163,963,021     d  24.7 

United   States   308,433,440     441,634,522    d  30.2 

Net.  Ry.  Operating  Income: 

Eastern   District    (Incl.    Pocahontas) 29,489.373         4,965,696       

Southern  District  (Excl.  Pocahontas) 3,357,037        3,378,873    d    0.6 

Western  District    8,278,700  25,381       

United  States   41,125.110        8,369,950       

Number  of      Average 
roads  mileage 

represented    represented 

Eastern  District   (Incl.   Pocahontas) 77  57,979.05 

Southern  District   (Excl.   Pocahontas) 27  31,937.35 

Western  District   72  116,343.38 

United  States    176  206,259.78 


REVENUE  FREIGHT  LOADING 

An  increase  of  10,158  cars  in  the  number  of  cars  of  revenue 
freight  loaded  was  reported  for  the  week  ended  February  4  as 
compared  with  the  preceding  week,  according  to  the  weekly  re- 
port of  the  car  service  division  of  the  American  Railway  Asso- 
ciation. The  total  for  the  week  ended  February  4  was  753,886 
as  compared  with  743,728  in  the  week  ended  January  28. 

In  the  weeks  of  1921  and  1920  corresponding  with  that  which 
ended  February  4  the  loadings  totaled  699,718  and  762,680  cars, 
respectively. 

Loading  of  grain  and  grain  products  dropped  from  50,880 
cars  in  the  week  ended  January  28  to  48,969  cars  in  the  week 
ended  February  4;  live  stock  dropped  from  32,590  to  27,998  cars; 
coal  increased  from  180,966  to  185,151  cars;  coke  increased  from 
7,502  to  7,844  cars;  forest  products  increased  from  47,373  to 
50,204  cars;  ore  increased  from  4,007  to  4,015  cars;  merchandise, 
L.  C.  L.,  increased  from  211,466  to  218,571  cars,  and  miscellaneous 
increased  from  208,944  to  211,134  cars. 

Loading  by  districts  in  the  week  ended  February  4  as  com- 
pared with  the  corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,367  and  5,465; 
live  stock,  2,706  and  3,372;  coal,  46,770  and  44,821;  coke,  1,817 
and  1,297;  forest  products,  5,983  and  8,461;  ore,  610  and  676; 
merchandise,  L.  C.  L.,  62,442  and  46,208;  miscellaneous,  62,113 
and  53,655;  total,  1922,  191,808;  1921,  163,955;  1920,  170,556. 

Allegheny  district:  Grain  and  grain  products,  2,615  and  1,- 
980;  live  stock,  2,763  and  3,188;  coal,  51,819  and  46,911;  coke, 
3,813  and  5,651;  forest  products,  2,658  and  2,973;  ore,  556  and 
2,752;  merchandise,  L.  C.  L.,  44,442  and  37,052;  miscellaneous, 
44,639  and  44,586;  total,  1922,  153,305;  1921,  145,093;  1920,  147,875. 

Pocahontas  district:  Grain  and  grain  products,  244  and  157; 
live  stock,  65  and  126;  coal,  23,028  and  14,941;  coke,  201  and  366; 
forest  products,  1,064  and  1,284;  ore,  55  and  85;  merchandise,  L. 
C.  L.,  5,275  and  4,588;  miscellaneous,  2,863  and  2,675;  total,  1922, 
32,795;  1921,  24,222;  1920,  31,410. 

Southern  district:  Grain  and  grain  products,  4,576  and  3,400; 
live  stock,  2,216  and  2,007;  coal,  25,433  and  22,852;  coke,  492  and 
584;  forest  products,  14,489  and  12,864;  ore,  638  and  1,315;  mer- 
chandise, L.  C.  L.,  36,285  and  34,653;  miscellaneous,  30,178  and 
31,477;  total,  1922,  114,307;  1921,  109,152;  1920,  123,329. 

Northwestern  district:  Grain  and  grain  products,  12,228  and 
10,635;  live  stock,  8,017  and  9,232;  coal,  9,939  and  6,005;  coke, 
1,072  and  1,256;  forest  products,  14,533  and  16,964;  ore,  482  and 
1,010;  merchandise,  L.  C.  L.,  24,765  and  23,501;  miscellaneous, 
24,496  and  27,204;  total,  1922,  95,532;  1921,  95,807;  1920,  112,563. 

Central  Western  district:  Grain  and  grain  products,  15,049 
and  10,514;  live  stock,  10,033  and  11,743;  coal,  22,894  and  16,990; 
coke,  267  and  303;  forest  products,  4,448  and  3,786;  ore,  878  and 
2,232;  merchandise,  L.  C.  L.,  29,740  and  28,305;  miscellaneous, 
28,502  and  30,248;  total,  1922,  111,811;  1921,  104,121;  1920, 
114,632. 

Southwestern  district:  Grain  and  grain  products,  4,890  and 
4,870;  live  stock,  2,198  and  1,938;  coal,  5,268  and  5,034;  coke, 
182  and  65;  forest  products,  7,029  and  6,442;  ore,  796  and  410; 
merchandise,  L.  C.  L.,  15,622  and  15,874;  miscellaneous,  18,343 
and  22,735;  total,  1922,  54,328;  1921,  57,368;  1920,  62,315. 

Total,  all  roads:  Grain  and  grain  products,  48,969  and  37,- 
021;  live  stock,  27,998  and  31,606;  coal,  185,151  and  157,554;  coke, 
7,844  and  9,522;  forest  products,  50,204  and  52,774;  ore,  4,015 


and  8,480;  merchandise,  L.  C.  L.,  218,571  and  190,181;  miscel- 
laneous, 211,134  and  212,580;  total,  1922,  753,886;  1921,  699,718; 
1920,  762,680. 

COAL   PRODUCTION   REPORT 

The  Traffic  World  Washington  Bureau 

"Production  of  coal  continues  to  increase,"  (he  Geological 
Survey  said  in  its  current  weekly  coal  report.  "The  total  out- 
put of  bituminous  coal,  including  a  small  amount  of  lignite,  dur- 
ing the  week  ended  February  4  is  estimated  at  9,708,000  net 
tons,  'in  comparison  with  the  week  preceding,  this  was  an  in- 
crease of  88,000  tons.  In  comparison  with  the  corresponding 
period  a  year  ago,  the  increase  was  1,576,000  tons.  The  present 
production  is  large  enough  to  meet  current  requirements  for 
consumption  and  exports,  and  at  the  same  time  add  to  the  re- 
serve in  storage.  The  latest  count  of  consumers'  stocks  showed 
47,000,000  tons  on  hand,  or  16,000,000  tons  less  than  the  max- 
imum built  up  at  the  end  of  the  war. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  of  soft  coal  loaded 
daily.  January  30,  32,824;  January  31,  30,843;  February  1, 
30,202;  February  2,  29,771;  February  3,  31,784;  February  4, 
24,720. 

"Preliminary  telegraphic  returns  indicate  that  on  Monday, 
February  6,  34,000  cars  were  loded,  and  on  Tuesday,  32,000.  The 
total  for  the  two  days — 66,000  cars — exceeded  loadings  on  the 
corresponding  days  of  the  week  preceding  by  more  than  2,000 
cars,  indicating  that  production  may  be  expected  to  increase. 

"A  sudden  increase  in  the  rail  movement  to  New  England 
is  suggested  by  the  reports  of  cars  of  coal  forwarded  over  the 
Hudson  in  the  week  of  February  4.  In  anthracite  the  increase 
was  1,297  cars,  or  74  per  cent;  in  bituminous  it  was  721  cars. 
or  26  per  cent.  For  the  first  time  in  many  months  the  volume 
of  the  movement  compared  favorably  with  that  in  the  corre- 
sponding period  of  the  year  before. 

"The  movement  of  soft  coal  through  Hampton  Roads  in- 
creased perceptibly  during  the  first  week  in  February.  A  total 
of  269,247  net  tons  was  handled,  against  215,151,  in  the  week 
preceding.  The  tonnage  consigned  to  New  England  increased 
from  153,777  to  186,677  tons.  Exports  were  nearly  double  those 
of  the  preceding  week,  and  totaled  33,480  tons. 

"Final  returns  indicate  that  in  the  month  of  January  there 
was  dumped  over  tidewater  piers  at  the  five  principal  coal 
ports,  a  total  of  2,325,000  net  tons  of  bituminous  coal.  In  com- 
parison with  December,  this  represented  a  decrease  of  120,000 
tons.  The  coastwise  movement  to  New  England,  and  the  bunker 
trade  were  practically  unchanged,  but  the  tonnage  for  export 
and  for  local  use  at  the  ports  decreased. 

"The  quantity  exported  is  placed  at  141,000  net  tons,  equiv- 
alent to  an  annual  rate  of  1,690,000  tons.  How  complete  is  the 
depression  in  the  export  trade  may  be  judged  from  the  fact  that 
in  1919  exports  were  8,292,000  tons;  in  1920,  nearly  22,000,000, 
and  in  1921,  9,633,000  tons." 


CONTAINERS  FOR  EXPLOSIVES 

The    Traffic    World    Washington   Bureau 

In  No.  3666,  In  the  Matter  of  Regulations  for  the  Transpor- 
tation of  Dangerous  Articles,  the  Commission  has  issued  the  fol- 
lowing: 

The  matter  of  regulations  for  the  transportation  by  freight  and 
express  of  dangerous  articles  being  under  further  consideration,  and 
good  cause  appearing  therefor; 

It  is  ordered  that  paragraph  6  of  shipping  container  specification 
No.  4  of  the  aforesaid  regulations  be,  and  it  is  hereby  amended  to 
read  as  follows;  effective  March  1,  1922: 

6.  (a)  Each  cylinder  after  finishing  should  be  uniformly  and 
properly  annealed.  This  may  be  done  after  the  testing  prescribed  in 
paragraph  8.  Dirt  and  scale  must  be  removed  before  painting. 

(b)  Cylinders  rejected  due  to  failure  in  the  flattening,  physical 
or  hydrostatic  tests,  may  be  reanneaied.  The  cylinders  must,  subse- 
quent to  this  reannealing  process,  be  subjected  to  and  pass  all  of  the 
requirements  of  the  flattening,  physical  and  hydrostatic  tests  in  order 
to  be  accepted;  provided,  that  when  crop  ends  or  rings  are  author- 
ized for  the  original  flattening  tests,  the  subsequent  tests  of  this  char- 
acter shall  be  made  on  one  cylinder  out  of  each  lot  of  200  or  less 

It  is  further  ordered.  That  F.  W.  Smith,  J.  E.  Crosland  and  R.  C. 
Fyfe,  agents,  publishing  the  official,  southern,  and  western  classifica- 
tions for  individual  carriers  under  powers  of  attorney,  are  hereby 
authorized  to  publish  these  regulations  effective  on  one  day's  notice 
to  the  public  and  the  Interstate  Commerce  Commission,  the  title  page 
of  such  publications  to  bear  the  notation: 

"Issued  on  one  day's  notice,  under  order  of  the  Interstate  Com- 
merce Commission  dated  February  8,  1922,  in  Docket  3666." 


TRANSPORTATION   OF   FIREWORKS 

The  Commission,  in  a  further  order  on  No.-  3666,  in  the  mat- 
ter of  regulations  for  the  transportation  of  explosives  by  freight 
and  express,  has  issued  revisions  of  the  rules  for  the  trans- 
portation of  toy  torpedoes,  carried  in  section  1501;  for  the  trans- 
portation of  special  fireworks  carried  in  paragraphs  1634,  1635 
and  1636;  paragraphs  25,  26,  27  and  28,  of  the  regulations  for 
the  transportation  of  fireworks  by  express,  and  authorized  the 
three  classification  publication  agents  to  make  them  effective 
March  1  on  one  day's  notice. 
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150  Lafayette  Street,  New  York  City 


100  A-l  Steel 
Steamers 


NAWSCO  LINES 


Fortnightly 
Sailings 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
NEW  YORK,  N.  Y. 
PHILADELPHIA,  PA. 
BALTIMORE,  MD. 


SAN  DIEGO 
LOS  ANGELES 
and  SAN  FRANCISCO 

OAKLAND 


ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  service  from  NEW  YORK.  BOSTON  and  BALTIMORE 


Through   Billt-of-Lading  to  Hawaiian  Itlandi  and  the  Far  Eat  I 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


136  South  Fourth  Street.  Philadelphia 
36  Exchang*  Street,  Portland 


OwtMr.  and  Operator*  U.  S.  Shippinc  Board  Ship. 

Ill  Summer  Street,  Boston 

11  Moore  Street.  New  York  City 

503  Keyser  Building,  Baltimore 


601   Bessemer  Building,  Pittsburgh 
112  West  Adams  Street,  Chicago 


ADMIRAL  LINE,  Pacific  Coast  Ports 


396 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  7 


ASKS  REARGUMENT  IN  SLIGO  CASE 

The    Traffic    World    Washington   Bureau 

Application  for  reargument  in  No.  11154,  Sligo  Iron  Company 
vs.  Director-General  et  al.,  has  been  made  by  Director-General 
Davis.  Technically  the  application,  prepared  hy  John  F.  Fin- 
erty,  counsel  for  the  Director-General,  is  an  appeal  from  Division 
1  to  the  whole  Commission,  based  on  the  allegation  that  not 
only  did  Division  1  violate  the  interstate  commerce  law  and 
the  federal  control  law,  but  that  the  Commission  had  reopened 
a  similar  case,  Acme  Cement  Plaster  Co.  vs.  Director-General, 
62  I.  C.  C.  119,  and  that  Division  3,  in  Indian  Refining  Co.  vs. 
Director-General,  60  I.  C.  C.  348,  in  its  original  report,  held  an 
increase  in  more  than  one  factor  was  not  unreasonable. 

In  his  application  for  reargument,  before  the  whole  Com- 
mission, Mr.  Finerty  said: 

"The  Sligo  decision  itself  is  erroneous  and  should  be  re- 
versed for  the  following  reasons: 

"(a)  Because  Division  1  finds  that  the  so-called  combination 
rule,  although  in  fact  published  only  in  the  tariff  of  the  deliver- 
ing line,  was  nevertheless  applicable  to  the  tariffs  of  the  two 
preceding  carriers. 

"(b)  Because  this  finding  violates  section  10  of  the  federal 
control  act,  paragraphs  1,  4,  6  and  7  of  section  6  of  the  inter- 
state commerce  act,  and  rules  3(a),  4(b),  4(h),  5(a)  and  5(b) 
of  Tariff  Circular  18-A. 

"(c)  Because  this  finding  results  from  the  failure  of  Divi- 
sion 1  to  distinguish  between  what  the  Director-General  may 
have  intended  or  attempted  to  do,  or  should  have  done,  an.d 
what  the  Director-General  actually  did.  An  overcharge  could 
only  have  existed  if  the  Director-General,  in  fact  or  in  law, 
actually  published  the  combination  rule  as  applicable  to  all  three 
tariffs.  If  he  merely  attempted  to  do  so,  or  intended  to  do  so, 
or  even  should  have  done  so,  but  in  fact  and  in  law  he  failed 
to  do  so,  there  can  t(e  no  overcharge,  although  his  failure  to  so 
publish  the  combination  rule  might  have  resulted  in  an  unrea- 
sonable rate. 

"(d)  Because,  in  fact,  it  furthermore  appears  that  the 
Director-General  neither  attempted  nor  intended  to  so  publish 
the  combination  rule,  nor  does  Division  1  hold  that  he  should 
have  done  so. 

"Division  1's  finding  that  the  Director-General  intended  or 
attempted  by  freight  rate  authority  No.  10  to  apply  the  so-called 
combination  rule  to  rates  on  coal  is  erroneous.  Freight  rate 
authority  No.  10  expressly  states  that — 

Coal  and  coke  rates  are  so  complicated  as  to  make  it  impossible 
to  use  this  general  rule  for  them. 

"Division  1,  therefore,  erred  in  failing  to  note  that  the  publi- 
cation of  the  combination  rule  by  the  delivering  carrier  was  a 
violation  of,  and  not  in  compliance  with,  freight  rate  authority 
No.  10,  while  the  nonpublication  of  it  by  the  two  preceding 
carriers  was  strictly  in  accordance  with  that  freight  rate  au- 
thority. 

"Division  1,  moreover,  does  not  find,  as  did  the  examiner, 
that  the  through  rate  charged  was  unreasonable,  but  expressly 
finds  (p.  644)  that  there  was  no  attack  on  the  reasonableness 
of  any  factor  of  that  rate.  While  it  might  perhaps  be  possible, 
under  circumstances  not  present  here,  to  justify  the  examiner's 
finding  that  the  failure  to  publish  the  combination  rule  resulted 
in  an  unreasonable  rate,  it  is  impossible  to  justify  the  finding 
of  Division  1  that  the  failure  to  publish  the  rule  resulted  in  an 
overcharge,  since  an  overcharge  could  only  result  from  its  actual 
publication. 

"(e)  Because  Division  1  apparently  assumes  that  the  vari- 
ous factors  of  the  combination  rate  were  published  by  supple 
ments  to  which  such  a  combination  rule  as  that  contained  in  the 
tariff  of  the  delivering  line  could  apply.  In  fact,  the  factors  of 
the  initial  and  intermediate  carriers  were  specifically  published 
rates  of  $2.80  and  $1.70,  respectively,  which  under  the  terms 
of  rule  4(h)  of  the  Commission's  Tariff  Circular  18-A  could  not 
be  varied  by  any  rate  published  in  any  other  tariff. 

"(f)     Because   Division   1   errs  in  stating   (p.  644): 

'  the  only  question  being  whether  the  applicable  rate  should 
not  have  been  constructed  by  the  addition  of  a  single  increase  to  the 
combination  of  factors  in  effect  June  24,  1918. 

"In  order  to  sustain  Division  1's  finding  of  overcharge,  the 
question  must  be,  not  whether  the  rate  should  have  been  so  con- 
structed, but  whether  it  was  so  constructed. 

"(g)  Because  the  following  statement  in  the  report  of  Di- 
vision 1  (p.  644)  is  inaccurate  in  fact  and  is  fallacious  in  theory: 

Instances  similar  to  the  one  here  presented  have  several  times 
been  brought  to  our  attention  informally.  These  cases  include  situa- 
tions where  the  delivering  carrier  is  the  only  line  which  publishes  the 
equalizing  clause  and  the  tariffs  of  the  other  carriers  partcipating  in 
the  movement  do  not  publish  the  clause  or  refer  to  any  other  tariff 
which  publishes  such  a  rule.  In  those  cases  we  have  ruled  that  where 
one  of  the  tariffs  used  in  making  the  combination  rates  on  through 
shipments  contains  a  rule  that  such  rates  will  be  subject  to  the 
increase  but  once,  there  is  a  holding  out  to  the  shipper  of  the  rate  so 
constructed  which  the  carrier  should  protect.  . 

"The  above  statement  is  inaccurate  in  fact,  because,  as  youi 
petitioner  is  reliably  advised,  the  only  consideration  given  to 


this  question  prior  to  the  decision  of  Division  1  in  the  Sligo 
case  was  the  following  minute  adopted  by  Division  2  in  confer- 
ence on  January  21,  1920: 

Voted  that  as  at  present  advised.  Division  2  is  inclined  to  the  view 
that  where  one  of  the  tariffs  used  in  making  combination  rates  on 
through  shipments  contains  a  rule  that  such  rates  will  be  subject  to 
the  increase  but  once,  there  is  a  holding  out  to  the  shipper  of  the  rate 
so  constructed,  and  that  the  currier  should  make  good  that  holding  out. 

"It  will  be  noted  that  Division  2  merely  states  that  it  is 
inclined  to  the  view,  and  that  it  does  not  rule  as  stated  above. 

"Moreover,  your  petitioner  is  informed  that  a  memorandum 
in  opposition  to  this  view  was  submitted  by  the  then  chairman, 
Mr.  Commissioner  Clark,  in  which  he  specifically  pointed  out 
the  impossibility  of  making  such  a  combination  rule  applicable 
to  the  various  complicated  combination  tariffs,  unless  expressly 
published  as  a  rule  applicable  to  all  tariffs.  The  impossibility 
of  applying  the  combination  rule  to  the  complicated  coal  and 
coke  rates,  was,  it  will  be  noted,  the  very  basis  upon  which 
freight  rate  authority  No.  10  provided  that  the  rule  should  not 
apply  to  rates  on  coal  and  coke.  The  Commission's  attention  is 
most  respectfully  directed  to  Commissioner  Clark's  memorandum. 

"In  addition  to  this  inaccuracy  in  fact,  there  are  two  fallacies 
in  the  above  statement. 

"First,  there  could  be  no  holding  out  to  the  shipper  of  the 
combination  rule  as  applicable  to  tariffs  in  which  it  is  not  pub- 
lished. Under  the  decision  of  the  Supreme  Court  in  the  Kirby 
case,  225  U.  S.  155,  and  other  cases,  both  the  carrier  and  the 
shipper  are  conclusively  presumed  to  know  the  contents  of 
published  tariffs,  and  therefore  there  can  be  no  holding  out  of 
anything  that  is  not  published  in  those  tariffs. 

"The  second  fallacy  is  in  suggesting  that,  even  assuming 
there  could  be  such  a  holding  out,  there  could  be  any  question 
as  to  whether  the  carrier  should  protect  the  rate  so  constructed. 
On  such  an  assumption,  the  rate  would  then  be  a  published  rate 
which  the  carrier  must  protect,  whether  reasonable  or  unrea- 
sonable." 


AUTHORIZED  TO  BUY  C.  M.  &  G. 

The    Traffic    World    Washington   Bureau 

The  Commission  has  authorized  the  Chicago,  Milwaukee  & 
St.  Paul  to  acquire  control  of  the  Chicago,  Milwaukee  &  Gary 
Railway  Co.  by  purchase  of  capital  stock  and  to  guarantee  not 
exceeding  $3,000,000  of  first  mortgage  40-year  5  per  cent  bonds 
of  the  Chicago,  Milwaukee  &  Gary. 

The  Gary  now  has  outstanding  capital  stock  of  $1,000,000  and 
$5,798,000  of  first  mortgage  bonds,  which  are  held  by  the  St.  Louis 
Union  Trust  Co.  as  syndicate  manager  under  a  contract  dated 
June  25,  1913,  entitled  "Noteholders'  Protective  Syndicate  Agree- 
ment." By  the  terms  of  that  agreement  the  trust  company  was 
authorized  to  sell  the  securities  and  has  approved  the  sale  there- 
of to  the  St.  Paul. 

Under  the  agreement  with  the  St.  Paul,  the  trust  company 
has  agreed  to  cancel  $98,000  of  the  bonds,  leaving  $5,700,000  still 
outstanding  and  to  deliver  the  $5,700,000  of  bonds  and  $1,000,- 
000  of  stock  to  the  St.  Paul.  The  St.  Paul  has  agreed  to  guar- 
antee $3,000,000  of  the  'bonds  and  return  them  to  the  trust  com- 
pany. It  will  retain  $2,700,000  of  the  bonds.  The  consideration 
for  the  transfer  of  the  capital  stock  and  the  $2,700,000  of  bonds 
to  the  'St.  Paul,  the  Commission  said,  is  its  guaranty  of  the 
$3,000,000  of  bonds  which  are  to  be  redelivered  to  the  trust  com- 
pany. In  conclusion  the  Commission  said: 

The  proposed  agreement  further  provides  that  the  St.  Paul  will 
operate  the  property  of  the  Gary,  maintaining  it  in  accordance  with 
the  usual  and  customary  standards,  and  may  retain  all  of  the 
revenues  derived  from  such  operation.  The  income  accounts  of  the 
Gary  for  the  past  ten  years  show  a  deficit  for  each  year,  the  evi- 
dence being  that  the  road  has  been  unable  to  secure  a  sufficient 
volume  of  through  traffic  to  produce  adequate  revenues.  This  line 
extends  from  Delmar  to  Joliet  and  from  Aurora  to  Rockford,  all  in 
the  state  of  Illinois,  a  distance  of  108.05  miles.  Operation  between 
Joliet  and  Aurora  is  carried  on  over  the  tracks  of  the  Elgin,  Joliet 
&  Eastern  R.  R.  Co.,  forming  a  continuous  line  from  Delmar  to 
Rockford.  By  our  order  of  Dec.  31,  1921,  in  Finance  Docket  No. 
1970,  we  authorized  the  Gary  to  construct  a  line  of  railroad  connect- 
ing the  lines  which  it  now  owns.  At  Delmar,  the  Gary  connects 
with  the  Terre  Haute  division  of  the  St.  Paul  and  has  other  con- 
nections between  Aurora  and  Rockford,  and  at  Rockford,  with  other 
parts  of  the  St.  Paul  system,  so  that  the  control  of  the  Gary  by  the 
St.  Paul  will  enable  the  latter  to  handle  through  traffic  between  its 
eastern  connections  and  all  parts  of  its  system  in  the  northwest 
without  passing  through  the  congested  switching  district  of  Chi- 
cago. A  considerable  part  of  the  traffic  will  consist  of  coal  moving 
from  the  Terre  Haute  division  of  the  St.  Paul  to  other  parts  of  its 
system,  both  for  its  own  use  and  for  commercial  purposes.  An  im- 
portant volume  of  through  tonnage,  other  than  coal,  is  also  available 
from  eastern  connections.  It  is  predicted  by  the  St.  Paul  that  the 
value  of  this  line  as  an  outer  belt  passing  around  Chicago  and  Mil- 
waukee will  more  than  justify  its  assumption  of  obligation  in  respect 
of  the  securities  of  the  Gary.  The  balance  sheet  of  the  latter  com- 
pany as  of  November,  1921,  shows  investment  in  road  and  equipment 
of  $6,804,204.35.  Complete  information  is  not  available  as  to  the 
value  of  the  physical  property,  but  we  are  satisfied  that  the  value 
is  sufficient  to  justify  the  increased  fixed  charges  for  which  the  St. 
Paul  will  become  liable. 

We  find  that  the  acquisition  by  the  St.  Paul  of  the  control  of 
the  Gary  by  the  purchase  of  all  of  the  outstanding  capital  stock  of 
the  latter  will  be  in  the  public  interest. 
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MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agentt 
LAREDO     .    .    .    TEXAS 

Largeat  and  B«st  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICESi 
Laredo,  Texas  EJ  P«ao,  Taiai  Eaf  U  Pan,  T.i.i 

Nuoro  Laredo.  Tamp*.  Juare*.  Chlh. 

Pledr.a  Nefraa,  Coah.      Merico  Cltjr       Moot.rrOT,  N.  L. 


Writ*   ••  /«>**  fmlt 


lmr*  «n*f  r  •« 

/ntf  r  u«  f<4-n« 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "HOBOKEN"    From  the  Gulf— March  15th 

SS  "RED  HOOK •      "      2nd  half  March 

SS  "NYANZA"  .  .       Early  April 

SS  "ELDORADO"      Late  April 

SS  "NYANZA"  .  .  From  Pacific  Coast— 1st  half  February 
SS  "DELCO"  ...        "        "  "       Last  half  February 

Ratea  quoted,  hooking,  and  other  Information  furniahcd  upon 
appucetiott 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

•  630  Common  St.,  New  Orleans,  La. 

Calvaalon.  T.ma. 


SWAYNE  A  HOYT.  Inc. 
4M  Sonaomo  St. 

San  Franciaco,  Calif. 


SO  Broad  St. 

N.w  York  Cii r 


"Ship  by  Water'' 


PROMPT.  REGULAR  SXKVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York.  Philadelphia,  Baltimore 


AND 


Los  Angeles.  San  Francisco 

Portland.  Astoria. 
Seattle  and  Tacoma 

Thru  bill,  of  ladlnt  !MU«d  lo  S.n   DU(*.  O.kland.  Stochtoa  and 

S»cram«nto.  California i  Hawaiian  and  Far  Eaat  Portai 

Grain  Harbor  and  Pucot  Sound.   Waah. 

For  Rataa.  Dataa  of  Sallln(  and  othar  Information  apply  lo 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 


Baltimore.  Md. 

M  South  Straat 


Talaphon*.  Bowttnc  Groan  7M4 

Philadelphia.  Pa. 
Drazal  Bulldint 


PitUburfh,  Pa. 

Oli».r  Bulldlnc 


And  at  ovr  Branah  OOUoa  In  Loa 
Portland.  Saaltk  and 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE] 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rat**  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
IM  8.  TUN  St. 

ritt.bunrh 
IMT    OllT»r    Baildinc 

H.T.nnak.   <ia. 
Savannah  Bonk  *  Trail  Bid. 

Loa    An»rl«.    C.I. 
427    Van    N.y.    Bide. 


New    York 
41    Broadwar 

Clrroland 
24*  Th*  Arradr 

Oakland.    (  al 
I'arr    Tormina  I 

Portland.    Or*. 
Ml    Till*  A  Tnut   Bid*. 


MM    L.   C.    Sailth    Bide.,   Boattl*.    Waih. 
4»f   Elllcott  84.    Bldr..   lluff.lo.   N.   Y. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Question  of  Intention  to  Part  With  Title  on  Delivery  to  Carrier 
Held  for  Jury: 

(Supreme  Court  of  Arkansas.)  Where  there  was  evidence 
to  justify  a  finding  that,  while  potatoes  were  delivered  to  car- 
rier pursuant  to  a  contract  of  sale,  the  parties  intended  trans- 
portation should  be  completed  and  delivery  made  to  consignee 
before  the  sale  was  consummated,  it  was  for  the  jury  to  deter- 
mine what  the  intention  of  the  parties  was. — Barrett  vs.  St. 
Louis  Southwestern  Ry.  Co.,  235  S.  W.  Rep.  800. 
Notice  of  Loss  Held  Not  Required  for  Transit  Claims: 

A  stipulation  in  the  bill  of  lading  exempting  from  the  re- 
quirements as  to  notice  of  loss  claims  where  the  loss  was  due 
to  delay  or  damage  in  transit  relieves  a  shipper  from  the  neces- 
sity of  giving  notice  of  claimed  damage  to  a  shipment  of  pota- 
toes after  delivery  to  the  carrier  and  before  delivery  to  con- 
signee.— Ibid. 

Evidence  Held  to  Raise  Jury  Question  Whether  Potatoes  Were 
Injured  While  in  Carrier's  Hands: 

Evidence  of  the  condition  of  a  shipment  of  potatoes  when 
delivered  by  the  carrier  to  the  consignee  held  to  raise  a  ques- 
tion for  the  jury  whether  the  shipment  was  injured  during 
transportation,  notwithstanding  an  indorsement  on  the  bill  of 
lading  on  receipt  of  the  goods  for  the  consignee  in  good  con- 
dition, signed  by  one*  whom  the  evidence  did  not  show  was 
authorized  to  act  for  the  consignee. — Ibid. 

Action  for  Short  Delivery  Held  Barred  by  Limitation  in  Bills 
of  Lading. 

(Circuit  Court  of 'Appeals,  Fifth  Circuit.)  An  action  by 
the  holder  of  bills  of  lading  for  cotton,  issued  by  the  Director 
General  of  Railroads,  for  short  delivery,  held  barred  by  the 
provision  in  the  bills  requiring  suits  for  loss,  damage,  or  delay 
to  be  brought  within  two  years  and  one  day  after  delivery  or, 
in  case  of  failure  to  make  delivery,  within  two  years  and  one 
day  after  a  reasonable  time  for  delivery  has  elapsed. — Leigh 
Ellis  &  Co.  vs.  Davis,  Agent,  276  F.  Rep.  400. 

•     CARRIAGE    OF    LIVE    STOCK 

Holding    Sheep    in    Cars    Overnight    and    Forwarding    on    First 
Regular   Train    Not   Negligence   as   Matter  of   Law: 
(Court  of  Civil  Appeals  of  Texas.     Amarillo.)     It  cannot  be 
said,   as  a  matter  of  law,  that  a  carrier  was  not  negligent  in 
keeping  sheep  in  cars   overnight  and  forwarding  them   on   the 
first  regular  train  leaving  after  they  were  loaded. — Panhandle 
&  S.  F.  Ry.  Co.  vs.  Mayhugh,  235  S.  W.  Rep.  915.     On  motion 
for  rehearing. 

Evidence  Held  to  Warrant  Finding  That  Employes  of  One   Rail- 
road Were  Agents  of  Another  in   Loading  Sheep: 
In    an    action    against    a   carrier   for   delay    in   loading   and 
shipping  sheep,  which  were  loaded  on  the  cars  by  employes  of 
another  railroad  who  used  the  same  yards  and  pens,  evidence 
held  sufficient  to  sustain  a  presumed  finding  by  the  trial  judge 
that  the  relation  of  principal  and  agent  existed  between  defend- 
ant carrier  and  the  employes  of  the  other  railroad;    the  issue 
not  having  been  submitted  to  the  jury. — Ibid. 

DELAY    IN    TRANSPORTATION    OR    DELIVERY 
Carrier    Liable   for    Delay    Due    to    Strike,    if    It    Does    Not    Use 
Reasonable    Diligence    to    Supply    Places    of    Striking    Em- 
ployes. 

(Court  of  Civil  Appeals  of  Texas.  Amarillo.)  Where  the 
employes  suddenly  abandon  a  carrier's  service,  and,  while  offer- 
ing no  violence  and  causing  no  forcible  obstruction  to  its  busi- 
ness, simply  refuse  to  work  or  further  discharge  their  duties, 
for  any  delay  in  a  shipment  of  cattle  consequent  thereon  the 
carrier  is  liable,  if  it  fails  to  use  reasonable  diligence  in  sup- 
plying the  places  of  the  striking  employes. — Panhandle  &  S.  F. 
Ry.  Co.  et  al.  vs.  Thompson,  235  S.  W.  Rep.  913. 
Whether  Reasonable  Diligence  Was  Used  in  Supplying  Substi- 
tutes for  Strikers  Held  for  Jury: 

In  action  for  damages  occasioned  by  delay  in  shipment  of 
cattle,  whether  defendant  carrier  exercised  ordinary  care  and 
diligence  to  supply  substitutes  for  striking  employes  held  for 
the  jury.— Ibid. 

Treatment  of  Stock  After  Negligent  Unloading  and  Delay  Im- 
material as  to  Application  of  General  Rule  as  to  Damages 
for  Delay: 

Where  carrier  was  negligent  in  unloading  and  delaying  a 
shipment  of  cattle  at  a  certain  point  until  its  freight  traffic, 
interrupted  by  a  strike,  could  be  resumed  .to  their  destination, 
treatment  of  the  cattle  at  such  point  becomes  immaterial,  and 
the  general  rule  as  to  the  measure  of  damages  for  the  delay 
applies. — Ibid. 


Improper   Argument   Held    Not    Prejudicial. 

Carrier  in  action  for  negligent  delay  in  shipment  of  cattle 
cannot  complain  of  improper  argument  on  the  part  of  plain- 
tiff's counsel,  where  the  jury  was  instructed  not  to  consider  it, 
and  its  verdict  was  in  the  exact  amount  which  the  evidence 
shows  to  have  been  the  damages  sustained. — Ibid. 

On   Motion  'for  Rehearing 
Judgment  Awarding   Damages  for   Negligent   Delay   in   Shipment 

of  Cattle   Held   Supported. 

A  finding  of  the  jury  that  carrier  did  not  transport  cattle 
within  reasonable  time  supported  judgment  for  shipper  on  the 
issue  as  to  whether  carrier  had  used  reasonable  diligence  in 
supplying  the  places  of  striking  employes,  which  issue  was  not 
submitted.— Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Power   to    Regulate    Embraces    Instrumentalities,    Agencies,    and 

Means  by  Which  Carried  On: 

(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  The  power  to 
regulate  interstate  commerce  extends  and  applies,  not  only  to 
commerce  itself,  but  embraces  all  the  instrumentalities,  agencies 
and  means  by  which  such  commerce  is  carried  on. — Payne,  Di- 
rector-General of  Railroads,  et  al.  vs.  Bassett,  235  S.  W.  Rep.  917. 
Congressional  Committee's  Report  May  Be  Looked  to  in  Con- 
struing Statute: 

In  considering  the  importance  and  necessity  of  fixed  rates 
for  interstate  transportation  as  respects  liability  of  a  carrier  for' 
loss  of  goods  for  which  no  rate  has  been  filed  or  published,  the 
court   may  look  to   the   report   of  a  committee   of  Congress   in 
recommending  a  bill  amending  the   interstate  commerce  act. — 
Ibid. 
Provision   of  Tariff  and    Bill    of   Lading   Against  Transportation 

of  Certain   Articles  and  as  to  Limitation  of  Liability  There- 
for  Not  Contrary   to   Statute: 

A  provision  in  a  carrier's  tariff  of  rates  as  filed,  published 
and  approved  by  the  Interstate  Commerce  Commission  that  cer- 
tain articles,  including  precious  metals  or  articles  manufactured 
therefrom,  will  not  be  accepted  for  shipment  and  a  provision 
of  such  carrier's  bill  of  lading,  providing  that  articles  not  spe- 
cifically rated  would  not  be  carried,  and  that  the  carrier  would 
not  be  liable  therefor  unless  a  special  agreement  and  stipulated 
value  was  indorsed  thereon,  though  amounting  to  rules  and 
regulations,  are  not  forbidden  by  the  Carmack  amendment  to 
the  interstate  commerce  act  as  amended  by  act  March  4.  1915, 
and  act  August  9,  1916  (U.  S.  Comp.  St.,  sec.  8592,  8604a),  making 
interstate  carriers  liable  for  loss,  damage,  or  injury,  and  pro- 
hibiting contracts,  receipts,  rules,  or  regulations,  etc.,  exempting 
carriers  from  such  liability,  especially  in  view  of  the  further 
provision  o'f  that  amendment  that  it  should  not  apply  to  property 
concerning  which  the  carrier  should  be  expressly  authorized  or 
required  by  the  Interstate  Commerce  Commission  to  maintain 
rates  dependent  on  declared  value. — Ibid. 
Not  Authorized  to  Receive  Goods  for  Which  No  Rate  Is  Fixed, 

Filed,  or  Published: 

Under  U.  S.  Comp.  St.,  sec.  8569,  par.  7,  providing  that  no 
carrier  shall  engage  in  the  transportation  of  passengers  or  prop- 
erty unless  its  rates,  fares  and  charges  have  been  filed  and 
published  in  accordance  therewith,  where  a  carrier  had  made 
no  rate  for  the  transportation  of  solid  silverware,  and  hence 
none  had  been  filed  or  published,  it  was  not  authorized  to  receive 
such  property  for  shipment  by  freight. — Ibid. 
Not  Liable  for  Loss  of  Property  for  Which  No  Rate  Was  Filed 

or  Published: 

As  a  contract  for  the  transportation  by  an  interstate  carrier 
of  solid  silverware  for  which  no  rate  had  been  made,  filed  or 
published  was  unlawful  and  illegal  under  U.  S.  Comp.  St.,  sec. 
8569,  par.  7.  the  carrier  was  not  liable  for  the  loss  of  such 
property. — Ibid. 
Statute  as  to  Liability  Does  Not  Apply  to  Property  Which  Carrier 

Is  Not  Authorized  to  Transport: 

U.  S.  Comp.  St..  sec.  8604a,  making  interstate  carriers  liable 
for  loss,  damage  or  injury  to  property,  applies  only  to  property 
lawfully  received  for  transportation,  and  not  to  property  received 
for  transportation  in  violation  of  section  8569,  par.  7,  forbidding 
the  transportation  of  property  unless  the  rates,  fares  and  charges 
have  been  filed  and  published. — Ibid. 
Recovery  May  Be  Had  for  Property  Received  for  Transportation 

in   Violation  of  Law: 

A  contract  by  an  interstate  carrier  for  the  transportation  of 
property,  such  as  solid  silverware,  for  which  no  rate  has  been 
made,  filed  or  published,  though  unlawful,  is  not  immoral,  and, 
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CHICAGO 

Jos.  Stockton  Transfer  Co. 

1080  South  Canal  Street,  near  Taylor  8tr*«t 

Teaming  of  Every  Deecrlptlon — City  Delivery  Servlee  and  Carload 
Oletrfbutore 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

M«mW>  AMffcM  W>r>hMiw»«r>  Au*cUliw>  mat  AnMrkin  Quia  •!  W«f»h»e«n 

B.  R.  &  P.  WAREHOUSE,  Inc. 


San  Francisco  Warehouse  Co.,  san  Francisco, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


R  R. 
R  0. 
0.  I. 

•  10. 


«    « 


General  Offices,  BALTIMORE,  MD. 

•OVIN.  Preneeet.  M  Wen  SMI.  New  Toim. 

UPHAkl.   Tint  Vlei  Praeldcet.  M  Wiet  atneL  HOT  Tort 

THURBCR.  !•••<  Vtoe-Prwldeet  M  Wat  BUiel.  Mew  Tdk. 


New  York  Offices,  90  West  St.,  New  York 


t.    A.    FALL.    PraKkl    and  TrmOe   UMt 
I.    ft.    DHANCT.    AMUUDI    PnUkt    Md 


K.    LOWILL.    Tklrt    Vice 
Won  HtraM.   NOT   Tort. 

NlRiLorr,  TIIMUH.  M 

•.   WHITMIV. 


INat  Smet.  SCOT  Term. 
We*  MnM.  MOT  Tort. 

TMOHA*  KIAKMV. 


1    -. 
J.    COOKMAM     BOYO. 

Hi 

C  A.   KCLLEY. 
J.   P.   CONNOR. 


NOT  Tort 
W«|   SUM*.   Mw 


V    ,k 


TW  rkeaneeki  *  Cert*  Bar  Balk-nd  Cm.,  kertaa  He  litaliil  at  deae 
•M  Md  to  tete  eue  of  eatajetaa;  fntaki  tar  *•**•»  neainu 


MM  tar  Ike  \mtnm  of 
" 


Vert. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

•e.   Md..   la  !•  a  • 

fnei  ike  ladneuM  lireled  oa  IK  line.     Tke  Mr 
•altttat  Ike  toeeUoa  of  bu* 


\mtnm  of  IIOTMMM  of  mrr  Imrlillai     rti»e.  MM 
Metkeaw  M  WM  atn*t.  NOT  Tetk  £«j.     ataae  Md  f»JJ 


u>   Interior 

•d  hr  Ihli  mined 
rtM  an  Intlud  lo 


Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expanded  approximately  $6,000,000  on 
(he  breakwater  for  the  outer  harbor,  jetty  work  and  dredging:  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
1.3,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 

-eaxrn-.  of  the  >ear  and  in  any  weather. 

Writ*  lor  IlluflrmlfJ  Book,  furl  Mmpi  enef  ffereor  Informmtton 

Board    of    Harbor    Commissioners 

EDGAR  McKEE,  Preaident 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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while  there  can  be  no  recovery  upon  the  contract  of  transporta- 
tion, liability  may  be  established  independent  of  the  contract  If 
the  facts  bring  the  case  within  the  rule  authorizing  relief  to 
a  person  parting  with  property  or  money  on  the  faith  of  an 
unlawful  contract. — Ibid. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  I  real  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  Is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se-wice  by  the  payment  of  a  reasonable  fee.  The  right  is  re 
served  to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

Address  Questions  and  Answers  Department. 
TraOc  i.rrlc.  Corporation.  Colorado  Building,  Washington.  D   C. 


Delay  in  Transit 

New  York. — Question:  Claim  for  damages  was  made  against 
an  intermediate  carrier  on  account  of  a  car  of  anthracite  coal 
being  held  at  an  intermediate  point  for  several  weeks  (ac- 
count of  consignee  unknown),  regardless  of  the  fact  that  waybill 
plainly  specified  name  of  consignee  and  final  destination. 

Owing  to  the  long  unnecessary  delay  in  transit,  consignee 
was  compelled  to  obtain  supplies  locally  and  could  not  accom- 
modate shipment  upon  arrival,  consequently,  the  shipper  had 
to  dispose  of  the  coal  at  destination  at  the  best  price  obtain- 
able, in  order  to  stop  demurrage  charges.  This  sale  resulted 
In  a  loss  of  50  cents  per  ton. 

In  view  of  the  fact  that  there  was  no  error  in  waybill  in- 
structions, please  advise  if  our  claim  for  recovery  of  demurrage 
charges  arid  loss  of  50  cents  per  ton  for  value  of  coal  is  legiti- 
mate. 

Answer:  A  carrier  is  liable  in  damages  for  delay  to  freight 
for  the  difference  between  the  market  price  at  destination  at 
time  the  shipment  arrives  and  at  the  time  it  should  have  ar- 
rived in  the  usual  course  of  transportation. 

The  bill  of  lading  and  not  the  waybill  for  the  freight  con- 
stitutes the  contract  of  shipment  and  ordinarily  governs  the 
rights  and  liabilities  of  the  parties.  However,  if  it  can  be 
shown  that  the  carrier  had  such  knowledge  as  should  have 
enabled  it  to  make  delivery  of  the  shipment  without  delay,  we 
are  of  the  opinion  that  a  refund  of  the  demurrage  collected  may 
be  secured  and  damages  had  for  delay  in  transit  to  the  ship- 
ment. 

Damages — Measure   of 

Pennsylvania. — Question:  We  sell  f.  o.  b.  factory.  Invoices 
to  our  jobbers  bill  the  goods  at  list  prices  less  20  per  cent 
jobbers'  discount.  One  of  our  jobbers  asks  us  to  bill  him  at 
list  and  then  issue  a  separate  credit  memorandum  in  his  favor 
for  the  regular  jobbing  discount  of  20  per  cent.  His  reason  for 
this  request  is  that  when  he  has  claims  against  the  carriers  he 
can  submit  copies  of  the  invoices  at  list  without  showing  any 
discount.  In  this  way  he  feels  that  he  will  not  lose  his  profit, 
whereas  he  does  lose  it  when  the  carriers  compel  him  to  deduct; 
the  20  per  cent  discount.  What  is  your  opinion?  Has  the 
Interstate  Commerce  Commission  ruled  that  claimant  may  prop- 
erly include  in  the  claim  the  profit  which  he  would  have  enjoyed 
if  the  shipment  had  reached  destination  in  perfect  condition? 
Does  the  market  value  at  time  of  delivery  mean  the  list  price 
of  the  goods  or  does  it  mean  the  list  price  less  discount? 

Answer:  The  measure  of  damages  for  loss  or  damage  to 
freight,  as  the  Supreme  Court  stated  in  the  McCaull-Dinsmore 
case,  253  TJ.  S.  97,  is  the  actual  loss  caused  by  the  breach  of 
the  contract  of  carriage. 

If  there  is  an  established  market  price  at  destination  for 
the  goods  in  the  quantity  which  the  claim  covers,  this  value 
should  be  used;  otherwise,  the  fair  and  reasonable  value  of  the 
goods,  evidence  of  which  is  the  invoice  price,  plus  the  freight 
charges  to  destination,  is  the  proper  basis  for  the  claim.  The 
retail  price  at  destination  is  not  the  proper  basis  for  the  claim, 
for  this  value  includes  not  only  the  first  cost  of  the  goods,  but 
store  rent,  clerk  hire,  insurance  and  a  percentage  of  profit, 
which  are  not  actually  a  part  of  the  loss.  The  replacement 
value  or  cost,  which,  it  is  true,  might  in  some  instances  be 
the  retail  price  at  destination,  but  not  in  the  event  the  goods 
in  question  or  goods  of  a  like  character,  could  be  procured,  at 
or  about  the  price  at  which  the  goods  had  been  invoiced  to  the 
jobber,  as  Is  possible  in  most  instances,  is  the  proper  measure 
of  his  damages. 

The  invoice  price,  plus  freight  charges,  will,  in  the  ma- 
jority of  cases,  make  the  owner  of  the  goods  whole,  therefore, 
that  value,  which  can  be  ascertained  without  difficulty,  will  be 
and  is,  used  in  many,  if  not  the  majority  of  instances,  as  being 
the  practicable  way  to  secure  voluntary  settlement  of  a  claim. 


This  invoice  price,  If  used,  should  be  the  net  invoice  price 
to  the  jobber  and  not  the  list  price,  as  the  former  represents 
the  actual  loss  of  the  Jobber,  that  Is,  his  replacement  cost. 

The  Interstate  Commerce  Commission  has  made  no  ruling 
on  this  question,  as  the  jurisdiction  of  the  Commission  does  not 
extend  to  claims  for  loss  or  damage,  a  court  of  law  only  having 
cognizance  of  such  claims.  The  Commission  has,  it  is  true,  in 
its  bill  of  lading  opinion  and  in  its  opinions  covering  the  Cum- 
mins amendment,  stated  what  provisions  might,  in  its  opinion, 
be  carried  in  the  bill  of  lading  regarding  the  measure  of  dam- 
ages, but  the  Commission,  if  it  undertakes  to  determine  what 
provisions  may  be  carried  in  the  bill  of  lading,  must  confine  iis 
holdings  to  stating  what  the  courts  have  found  the  law  to  be 
and  not  what  the  law  is  or  should  be.  As  you  will  observe,  the 
present  bill  of  lading  contains  no  provision  relating  to  the 
measure  of  damages. 

Damages — Nominal    Damages    Only    Recoverable    for    Breach    of 
Contract    Not    Resulting    in    Actual    Damages 

Ilinois. — Question:  On  December  6,  1920,  we  made  a  ship- 
ment to  a  consignee  located  at  Dover,  N.  J.,  from  our  factory 
at  Evansville,  Ind.  The  invoice  value  of  the  shipment  was 
$113.25  and  consisted  of  a  dining  room  suite,  viz.,  table,  buffet 
and  china  closet.  Shipment  arrived  at  destination  on  or  about 
December  23,  1920,  in  a  very  much  damaged  condition  and  our 
customer  reported  that  the  damage  was  of  such  a  nature  that 
it  would  be  impossible  for  him  to  make  the  necessary  repairs. 
Shipment  was  subsequently  returned  to  us  at  Chicago,  111.,  on 
February  19,  1921,  by  the  freight  claim  department  of  the  rail- 
road against  whom  our  claim  was  filed. 

In  the  meantime  the  market  value  of  the  merchandise  had 
dropped  from  $113.25  to  $92.95,  causing  us  a  loss  of  $20.30 
chargeable  to  the  carrier  by  the  fact  that  this  shipment  was 
not  delivered  to  the  consignee  in  perfect  condition  on  the  out- 
bound move.  We  were  subsequently  successful  in  prevailing 
upon  our  customer  to  accept  a  duplicate  shipment,  but  the  car- 
rier, while  admitting  that  they  are  liable  for  the  actual  loss, 
have  paid  only  the  transportation  charges  and  repairs  and  in- 
sist that  they  are  not  liable  for  the  drop  in  the  market  of  the 
merchandise,  due  to  the  fact  that  we  were  successful  in  making 
a  duplicate  shipment  to  the  consignee. 

Answer:  A  rule  of  damages  is  that  only  nominal  damages 
may  be  recovered  for  a  breach  of  contract,  which  breach  does 
not  result  in  an  actual  loss  to  the  shipper.  That  is,  only  such 
loss  as  was  caused  by  the  carrier's  negligence  can  be  recovered. 

If  the  actual  facts  in  the  case  are  known  to  the  carrier,  we 
see  no  reason  why  they  could  not  be  submitted  to  a  jury,  in 
the  event  suit  were  filed,  and  are  of  the  opinion  that  damages 
beyond  a  nominal  sum  for  the  breach  of  contract,  could  not 
be  recovered,  unless  the  shipper  could  prove  that  he  was  actually 
injured  by  the  carrier's  negligence  in  the  amount  claimed. 
Liability  of  Carrier  for  Diverting  Traffic 

Indiana. — Question:  Please  advise  whether  there  is  any 
ruling  by  the  Interstate  Commerce  Commission  whereby  one 
carrier  may  claim  against  another  carrier  for  loss  of  revenue 
occasioned  by  diverting  of  traffic  that  is  routed  over  its  line  by 
shippers. 

Answer:  Subdivision  9  of  section  15  of  the  interstate  com- 
merce act  reads  as  follows: 

"Whenever  property  is  diverted  or  delivered  by  one  carrier 
to  another  carrier  contrary  to  routing  instructions  in  the  bill 
of  lading,  unless  such  diversion  or  delivery  is  in  compliance 
with  a  lawful  order,  rule  or  regulation  of  the  Commission,  such 
carriers  shall,  in  a  suit  or  action  in  any  court  of  competent 
jurisdiction,  be  jointly  and  severally  liable  to  the  carrier  thus 
deprived  of  its  right  to  particpate  in  the  haul  of  the  property, 
for  the  total  amount  of  the  rate  or  charge  it  would  have  re- 
ceived had  it  participated  in  the  haul  of  the  property.  The 
carrier  to  which  the  property  is  thus  diverted  shall  not  be  liable 
in  such  suit  or  action  if  it  can  show,  the  burden  of  proof  being 
upon  it,  that  before  carrying  the  property  it  had  no  notice,  by 
bill  of  lading,  waybill  or  otherwise,  of  the  routing  instructions. 
In  any  judgment  which  may  be  rendered  the  plaintiff  shall  be 
allowed  to  recover  against  the  defendant  a  reasonable  attorney's 
fee  to  be  taxed  in  the  case. 

Notice  of  Claim — Necessity  of   Filing 

Virginia. — Question:  In  your  issue  of  January  28,  page  232, 
your  answer  to  "Arkansas"  concerning  the  notice  of  claim,  has 
attracted  my  attention,  and  stimulated  the  thought  that  per- 
haps you  have  overlooked  a  provision  of  section  20  of  the  act 
as  amended  March  4,  1914,  as  follows:  "That  if  the  loss,  dam- 
age, or  injury  complained  of  was  due  to  delay  or  damage  while 
being  loaded  or  unloaded,  or  damaged  in  transit  by  carelessness 
or  negligence,  then  no  notice  of  claim  nor  filing  of  claim  shall 
be  required  as  condition  precedent  to  recovery." 

I  judge  from  the  statement  of  the  case  that  the  rug  which 
was  shipped  from  Boston  to  Arkansas,  and  was  not  delivered, 
that  the  failure  of  delivery  was  due  to  carelessness  or  negligence 
of  the  carrier.  I  cannot  understand  that  it  did  arise  from  any 
other  cause.  If  this  be  so,  then  is  not  the  carrier  liable  under 
section  quoted  above? 

Answer:     In  our  answer  to  "Ohio"  on  page  838  of  the  Octo- 
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Airplane  view  of  Galvriton   harbor  and  port  facilities,  showing  slip  system  of  docks,  waterfront   tracks 

and  other  transportation  advantages. 

The  Best  Port  Service 

Car  detention  and  turn  around  of  ships  are  good  proof  of  the  dispatch  of  a  port, 
and  these  figures  are  lower  at  Galveston  than  at  any  other  port  in  the  United  States. 
There  is  a  very  good  reason  why 

The  Port  of  Galveston 

ids  in  this  respect.     The  best  of  facilities  operated  by  men  who  know  the  meaning 
the  word  "co-ordination,"  supplement  our  excellent  railroad  and  steamship  service 
md  this  means  the  highest  form  of  freight  dispatch  for  shippers  using  this  port 

Our  new  Port  Book  will  be  off  the  press  soon     get  your  name  on  our  mailing 
ist  for  a  copy. 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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her  22,  1921,  issue  of  The  Traffic  World,  we  discussed  the  pro- 
vision of  the  bill  of  lading  referred  to  by  you.  As  we  stated 
therein,  it  has  uniformly  been  held  in  the  past  that  the  failure 
to  file  a  claim  or  notice  thereof  is  a  defense  which  the  carrier 
may  plead  in  an  action  for  damages.  We  referred  in  our  an- 
swer to  the  case  of  Hailey  vs.  O.  S.  L.,  253  Fed.  569,  and  drew 
attention  to  the  manner  in  which  the  court  had  limited  the 
right  of  the  shipper  to  rely  upon  this  provision.  However,  in 
a  very  recent  case,  namely,  Barrett  vs.  St.  L.  S.  W.  Ry.  Co.,  235 
S.  W.  800,  decided  by  the  Supreme  Court  of  Arkansas  and  re- 
ported in  the  February  1,  1922,  Weekly  Advance  Sheets  of  the 
Southwestern  Reporter,  it  was  held  without  qualification  that 
the  stipulation  in  the  bill  of  lading  referred  to  relieves  a  shipper 
from  the  necessity  of  giving  notice  as  to  what  are  generally 
known  as  transit  claims.  In  this  case  the  court  said:  "It  is 
next  contended  that  appellant  should  not  be  permitted  to  re- 
cover because,  according  to  the  undisputed  evidence,  notice  of 
the  loss  was  not  given  in  compliance  with  the  stipulation  in  the 
bill  of  lading.  According  to  the  language  of  the  stipulation, 
there  is  an  exception  in  the  requirement  for  notice  'where  the 
loss,  damage,  or  injury  complained  of  is  due  to  delay  or  damage 
while  being  loaded  or  unloaded,  or  damaged  in  transit  by  care- 
lessness or  negligence.  It  is  seen  from  the  language  of  this  stipu- 
lation that  what  is  generally  known  as  transit  claims  are  ex- 
empted from  the  requirements  as  to  notice.  Appellant's  claim 
in  this  instance  falls  within  that  class,  and,  therefore,  notice 
was  not  required." 

Damages — Measure  of  for   Injury  to  Goods 

Indiana. — Question:  Some  time  during  the  month  of  Sep- 
tember, 1921,  we  shipped  a  carload  of  pianos,  harnessed. 

Upon  arrival  of  this  shipment  at  destination,  eight  of  the 
pianos  were  loose  in  the  car,  due  to  the  rough  handling  by  the 
railroad  company.  Afler  considerable  correspondence,  we  al- 
lowed the  consignee  |320  to  take  care  of  the  damage  of  these 
pianos.  On  account  of  the  nature  of,  the  damage,  it  was  im- 
possible for  consignee  to  make  the  pianos  look  like  new  instru- 
ments, and  therefore  had  to  sell  these  pianos  cheaper,  the  $320 
protecting  him, in  this.  The  railroad  now  refuses  to  allow  the 
entire  item,  claiming  that  it  is  not  their  actual  liability.  The 
damage  that  the  railroad  company  did  in  this  instance  cost  us 
$320  and  we  cannot  see  why  we  should  not  be  reimbursed.  We 
had  telegraph  charges  of  $3.20  in  connection  with  this  damage. 
Can  the  railroad  company  be  held  liable  for  this  amount? 

Answer:  Where  goods  intrusted  to  a  carrier  for  shipment 
"are  injured  through  causes  for  which  the  carrier  is  responsible, 
the  owner  of  the  goods  is  entitled  "to  recover  the  difference 
between  the  value  of  the  goods  at  the  time  and  place  of  de- 
livery in  an  uninjured  condition  and  their  value  in  the  depre- 
ciated condition  in  which  they  were  delivered,  less  the  freight 
charges  to  the  point  of  destination  if  they  have  not  already  been 
paid. 

If  the  amount  allowed  your  customer  equals  an  amount  ar- 
rived at  under  the  rule  given  above,  the  carrier  should  pay  your 
claim.  However,  the  carrier'  is  not  liable  for  an  arbitrary 
amount  agreed  upon  between  you  and  your  customer,  if  this 
amount  exceeds  the  actual  difference  in  the  value  of  the  goods 
in  the  condition  in  which  delivered  and  their  value  in  good 
condition.  Presumably,  however,  the  $320  represents  this  dif- 
ference as  near  as  it  can  be  ascertained. 

Demurrage — Waiver  of,  When  Caused  by  Consignee's  Efforts  to 
Mitigate  Damages 

New  York. — Question:  We  filed  a  claim  against  a  railroad 
for  damage  to  a  carload  of  cement,  and  included  therein  was 
an  item  of  $18  for  demurrage.  The  carrier  in  adjusting  the 
claim  deducted  the  item  of  demurrage,  which  they  say  is  not 
refundable.  Their  contention  is  that  the  detention  was  due  to 
consignee's  failure  to  accept  shipment. 

The  facts  are  that  shipment  was  tendered  to  consignees  in 
an  extremely  damaged  condition.  A  great  number  of  the  bags 
had  been  torn  and  otherwise  damaged  and  the  contents  scat- 
tered all  over  the  car.  It  was  necessary  for  consignees  to 
procure  a  supply  of  special  bags  so  that  the  contents  could  be 
gathered  up  from  the  car,  reconditioned,  and  put  in  merchantable 
condition. 

We  are  informed  by  consignees  that  they  did  not  refuse  the 
shipment  at  any  time,  but  that  the  demurrage  accrued  by  reason 
of  their  being  physically  unable  to  take  delivery  within  the 
usual  time  limit.  Will  you  kindly  let  us  know  if  we  have  any 
grounds  for  insisting  on  refund  of  the  demurrage? 

Answer:  We  doubt  very  much  whether  it  was  the  duty  of 
the  consignee  to  go  to  the  trouble  he  did  go  to,  in  order  to  miti- 
gate the  damage,  assuming  that  it  was  caused  by  the  carrier's 
negligence  and  not  to  defective  packing  of  the  shipment,  and 
therefore  do  not  believe  that  the  Commission  would  hold  that 
the  demurrage  should  be  waived. 


VALUATION   OF  S.  L.  &  L.  A.  RAILWAY 
The   Commission    has   fixed    the   tentative   valuation    of   the 
Salt  Lake  &  Los  Angeles  Railway  Co.,  as  of  June  30,  1916,  at 
$315,391;    and   of  the   Minneapolis   Western   Railway   Co.,   as   of 
June  30,  1916,  at  $712,592. 


TRAIN  CONTROL  DEVICES 

The    Traffic    World    Washington   Bureau 

The  Commission  has  taken  cognizance  of  advertisements  giv- 
ing the  impression  that  49  railroads  have  been  required  to  iiy 
stall  particular  automatic  train  control  devices  under  the  order 
recently  issued  requiring  the  roads  to  show  cause  why  an  order 
requiring  them  to  install  train  control  devices  should  not  be  en- 
tered. In  a  statement  issued  February  15  it  said: 

"It  has  come  to  the  Commission's  notice  that  parties  in- 
terested in  particular  devices,  by  advertisements  and  other  rep- 
resentations in  stock-selling  activities,  are  giving  the  impression 
to  the  public  that  the  Commission  approved,  and  ordered  carriers 
to  install,  their  particular  devices. 

"The  Commission  desires  it  to  be  understood  that  its  order 
does  not  prescribe,  prefer,  or  indorse  any  particular  device  or  type 
to  be  used  by  any  carrier.  The  only  requirement  is  that  instal- 
lation shall  pass  certain  technical  specifications  and  requirements 
which  have  been  found  to  be  necessary  for  the  successful  oper- 
ation of  devices  of  this  character.  These  are  so  broad  as  to  af- 
ford the  desired  freest  field  of  opportunity  for  inventors  and  for 
trying  out  all  automatic  train  control  and  train  stop  devices." 

TENTATIVE~VALUATION  C.  &  E.  I. 

The    Traffic    World    Washington   Bureau 

The  Commission  has  issued  and  served  a  tentative  valuation 
on  the  property  of  the  Chicago  &  Eastern  Illinois  Railroad  Com- 
pany as  of  June  30,  1915.  It  found  that  the  value  of  the  prop 
erty  wholly  owned  and  used  by  the  company  for  common  carrier 
purposes  was  $64,612,109;  that  the  company  owns  but  does  not 
use  property  valued  at  $1,470.000,  and  that  it  uses  but  does  not 
own  property  valued  at  $4,594,644,  making  the  total  value  of 
used  property  $69,206,753  and  the  total  of  owned  property,  $66.- 
082,109. 

The  Commission  found  that  the  main  line  mileage  of  the 
road  aggregated  736.71  miles,  and  the  branch  line  mileage.  276.16 
miles,  making  a  total  road  mileage  of  1,012.87  miles.  In  addition 
it  found  the  company  has  192.01  miles  of  second  main  line 
track  and  20.21  miles  of  third  main  line  track,  and  yard  tracks 
and  sidings  of  632.51  miles,  making  the  total  owned  mileage, 
1,857.60  miles. 

The  report  showed  that  the  company  has  an  entire  capi- 
talization of  $96.975,000,  made  up  of  $13,626,100  of  common  stock: 
$12,192,100  of  preferred  stock;  and  $71,157,000  of  long-term  debt. 
Of  the  total  capitalization,  $9.806,850  is  held  by  or  for  the  com- 
pany, and  $87.181.902.21  is  outstanding. 

The  Commission  stated  the  cost  of  reproduction  new  of  the 
wholly  owned  and  used  property  to  be  $70,604,950,  and  the  cost 
of  reproduction  less  depreciation,  $53,287,735. 

N.  H.  H.  &  M.  V.  CONSTRUCTION 

The    Traffic    World    Washington   Bureau 

The  Commission  has  authorized  the  New  Holland,  Higgins- 
port  &  Mt  Vernon  Railroad  Co.  to  construct  a  line  of  railroad, 
from  Wenona  to  New  Holland,  N.  C.,  a  distance  of  35  miles.  The 
line  will  make  connection  with  the  Norfolk  Southern  at  Wenona. 
It  was  projected  in  1919  by  the  North  Carolina  Farms  Co.  but 
no  actual  construction  was  undertaken  prior  to  the  effective  date 
of  the  Commission's  jurisdiction.  The  farms  company  has  prac- 
tically completed  the  road,  however,  and  the  applicant  was  or- 
ganized to  take  over  and  operate  the  property.  Expenditures  on 
the  property  chargeable  to  capital  account  were  $908,249.24  up  to 
December  1,  1921,  and  the  applicant  stated  that  the  remaining 
expense  incident  to  completion  of  the  line  will  be  small.  The 
line  was  built  to  serve  a  territory  of  about  400,000  acres  of  which 
75,000  acres  are  now  under  cultivation.  The  region  lies  very  low, 
the  report  stated,  parts  of  it  being  below  sea  level.  Several  land 
companies  are  reclaiming  and  selling  land  in  the  region  tributary 
to  the  line,  all  of  which  is  now  remote  from  rail  transportation 
and  without  convenient  water  transportation,  the  Commission 
said.  The  order  permits  the  company  to  retain  excess  earnings 
for  a  period  of  10  years  under  the  provisions  of  section  15a.  The 
order  provides  also  that  the  line  shall  be  completed  on  or  before 
April  1,  1922. 

VALUATION    L.  S.  &   I. 

In  a  tentative  valuation  report  on  the  property  of  the  Lake 
Superior  &  Ishpeming  Railway  Co..  as  of  June  30,  1916,  the  Com- 
mission has  found  the  property  wholly  owned  and  used  to  be 
worth  $4,902,156,  and  used  but  not  owned,  $1,222.  The  road 
embraces  70.608  miles  of  all  tracks  owned,  the  total  length  of  the 
main  line  and  branch  being  33.212  miles,  and  of  yard  and  side 
tracks,  37.396  miles.  The  report  stated  that  the  carrier  has 
issued  a  total  of  $2,201,000  in  stock  and  long-term  debt,  all  out- 
standing on  date  of  valuation,  of  which  $1,000,000  was  in  capital 
stock  and  the  remainder  in  funded  debt. 


LOAN   TO  C.  &   N.    E.   RAILWAY 

The  Commission  has  granted  a  loan  of  $125,000  to  the  Cisco 
&  Northeastern  Railway  Co,  to  aid  the  carrier  in  paying  a  total 
of  $309,259.47  in  short  term  notes. 
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NOSA  LINE 


Miatklj  Sailing,  to  Prinoiai*!  Povta 

We*t  Coast,  South  America— Direct  Service 

Monthly  Freight  and  PaaaengM-  Sailinf. 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailing^ 

H«itien,  Dominican  and  Cuban  South  Sid*  Port* 

Par  perHailmri  mffh 

«0«.|t  Oaotn  ft  Creeceat  Bide..  New  Ortaeas.  L«. 

New  York  Ofcei  I*  rUnorer  St.        Chicago  OOce:  S4«  Mar  iu*tte  Bldt 
Cabkt  Addnea:     * 


New  Orleans   &. 
Soutli   American  S.S.  Co. 

INCORPORATED 


THREE  STAR  LINE 

(St£.  lea  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangier*,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  B«  L  for  all  ports  of  Spain.  Morocco,  Algeria. 
Tunisia.  Cette.  Nice  and  Near  East 

General  Offices:  23  Bride*  Street.  New  York 

A«.nl  ,  M.  C.  Kionapp.1.   142  So.  CUrk  St. 

Philadelphia  Agonti  Earn  Lino.  Bullitt   Building 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREK.H  I 

DIRECT    SERVICE 

via  HAVANA, 
PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calllnf  at  La  Ubortad.  AcajutU.  Son  Jaoo  •>  CualoenaU,  Manuntllo 

Balllmoro  .od  Norfolk  tUalbound 

S.S.  SANTA  ANA  MI/I  lr,m  Nmm  Tor*  Fm^rmmfy  JJ«* 
*J.  VENEZUELA   •mitt  from  5on  Frmntitr*   Mm*,  lilrt 

S«ilinf •  about  overr^lS  dmj*  thoeooltor 
All  Now  York  Solltnr*  from  PHor  U.  Atlantic  Terminal.  Broolilrn 

PANAMA  SERVICE 

Bo««»on  Son  Fronriaea.  Loo  Ancoloo.  MawlcB.  Control  AmoHca  and 
Con.1  Zono.  -  Soilln*.  about  orory  H  dajro. 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Honovor  Square.  Now  York  M  California  St..  Son  FrancUco 

o.  Spring  St..  Aleiarwtria  Mot. I  Bldt  .  Lo«  An  gal  la 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

Son  Frondiaa  to  Honolulu.  Yokohama.   Kobe.  SKanf hai. 
Manila.  Hon.koof 

Pasaennr  and  Freif  ht  Sailirtfs  by  New  and  Luxurious  U.  S 
Shipping  Board  Liners: 

5.5.  Hoosier  State  sails  .  .  March  4th 
5.5.  Golden  State  sails  .  .  March  25th 
5.5.  Empire  State  sails .  .  .  April  19th 

and  approximately  every   24   days   thereafter. 


browf  H  Wtt  o/  Imping  /eeareo*  f  o  mnmlrom  ftmtntt  oojro-na*  port*  mf  emit 
Foe  ratal  aad  otker  ialoraMtioa  apply  la  aa r  railroad  or  tueilot  agiaty.  or  U 

PACinC  MAIL  STEAMSHIP  CO. 

Ma  California  St.,  Son  Franciaco 

IO  Hanovor  Square.   N.  Y. 

m  So.  Spring  Si..  Alevandria  Hotel  Bldg..  Loo  Angelee 
Managing  Agontai  U.  S.  Shipping  Board 


ROUTE  YOUR  CARGO  VIA 

MobilerGullporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
L  Belfast,  Dublin  and  Bristol  Channel  Ports 
Hamburg  and  Bremen 

We  Solicit  General  Cargo 

I  1\  KKI'OOI.    \M»   M  \N(  HESTER 
,,   v,  (From    Gulf  port   Feb.   2nd 


AHXNDRIA 
ABERCO8... 


WILD  WOOD. 


Pro.  Mobile  Feb.  Clh 
(  Dm  I'rnwicol.  Feb.  l«lh 

"\  Dm  Mobile  Keb.  llth 

\  Late  Keb.-r.rl>  Mar.  l.o.dmr  Mobile 

"(Mi    ion    Peiuacola  mnd    lor)   Uulfport 

BRKMKN 

..........  Due   Mobile   Jan.    JUI 

BREMEN  AM)  HAMBURG 

CLAVARA<  k  ......  Dw  Mobile  late  Feb. 

AVOXMOrTII   AND  (  AKIIIFF 

.  ....   vfisriA  '  Doe   Peitftacola    Feb.    Ittb 

I  DM  Mobile  Feb.   14th 

ABERDEEN 

WII.DW(N)D       .............  DH    Mobile    Jan.    3Ut 

A-l   8TBAMBB   ............  Late    February,    early    March 

1.  1  »MM  i\   AND  HULL 

M.  ii,  iv     ,  ui-ii,  I  Due    Feb.     Itth-ISth.      l.oadmx     Uulfport 


, 

and    <orl    Mobil,   and    lor)    Pentarola. 
A-l    8TKAMER  .............  Late    February 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  It  Year*'  Experience 


Baltic  Scandinavian 

FAST  FREIGHT  SERVICE 

TO 

Copenhagen,  Danzig,   Reval    and 
Helsingfors 

Other  Baltic  -Scandirurun  Ports  as  Cargo  Offers 
U.S.  S.  B.  A-l  Steel  Steamers  Carrying  U.  S.  Mail 

FROM  NEW  YORK 

S.  S.  East  port February  25th 

(Now  Receiving  Pier  22.  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and  Scandinavian  Ports 
When   ihipping    to   Baltic-Scandinavian    Port*    tpecify 

CUSQUEHANN A 

^•^    Steamship  Company,  Inc.  •*    ^ 

2  Stone  Street  <rta»  Mat  u.  ZKMI  New  York  City 

S.  L.  BURGESS  &  CO.,  Agents 

928  Lafayette  Bid*.    n»oe  L»m».r«  W72    Philadelphia,  Pa. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


FREIGHT  OVERCHARGE  CLAIMS 

Editor  The  Traffic  World: 

The  writer  has  read  with  much  interest  the  letter  in  your 
issue  February  4,  by  Silas  H.  Campbell,  chief  clerk  of  the  Maine 
Central,  Portland  Maine,  regarding  overcharge  claims.  Mr. 
Campbell  has  evidently  given  overcharge  claims  a  great  deal  of 
study  and  his  article  contains  some  very  valuable  information. 

However,  the  writer's  experience  with  overcharge  claims  has 
been,  that  carriers'  agents  are  very  negligent  in  assessing 
freight  charges  and  oftentimes  do  not  even  revise  a  freight  bill 
before  presenting  to  consignee  for  payment. 

We  file  a  great  many  overcharge  claims,  ninety  per  cent  of 
which  are  due  to  errors  in  billing  in  the  various  Chicago  rail- 
road stations.  All  of  our  freight  is  prepaid  and  when  proper 
amount  is  not  shown  on  the  waybill,  shipment  invariably  goes  to 
destination  with  a  balance  due.  Inasmuch  as  we  sell  f.  o.  b.  des- 
tination, we  naturally  have  to  allow  our  customer  the  amount 
of  freight  charges  he  is  forced  to  pay  for  delivery  of  the  ship- 
ment. This  makes  an  overcharge  claim. 

If  bill  clerks,  local  agents  and  station  agents  in  small  sta- 
tions, would  exercise  fnore  care  in  the  billing  of  inbound  and 
outbound  freight,  a  great  many  overcharge  claims  could  be 
eliminated. 

Mr.  Campbell  seems  to  take  the  shipper's  side,  instructing 
the  shipper  what  to  do- instead  of  making  a  fifty-fifty  proposition 
and  take  into  consideration  the  carrier's  obligation,  so  far  as 
the  billing  of  freight  is  concerned. 

A.  C.  H.  Stephens,  Traffic  Manager, 
Calumet  Baking.  Powder  Co. 

Chicago,  111.,  Feb.  10,  1922. 


MISQUOTATION    OF   RATES 

Editor  The  Traffic  World: 

I  have  read  with  a  great  deal  of  interest  the  many  letters  in 
the  Open  Forum  having  reference  to  misquotation  of  rates. 

Many  ideas  have  been  expressed  as  to  the  proper  method  of 
handling  this  evil  but  as  yet,  nothing  practical. 

I  do  not  attempt  to  express  my  opinion  as  to  the  manner 
in  which  this  matter  should  be  handled  nor  to  advise  a  cure.  I 
am  of  the  opinion,  however,  that  if  the  parties  making  requests 
of  various  railroad  quotation  clerks  for  rates  were  explicit  in 
every  case,  giving  the  clerk  proper  information  and  time,  the 
number  of  errors  would  be  greatly  diminished. 

Any  number  of  times,  parties  making  requests  for  rates 
telephone  to  the  quotation  clerks  and  insist  on  getting  the  rate 
at  once,  and  are  often  very  impatient  because  they  do  not  get  as 
prompt  answers  as  they  wish.  Any  one  who  knows  rates  knows 
that  it  sometimes  takes  the  best  rate  men  several  minutes  to 
look  up  complicated  rates,  and  in  a  case  where  the  inquiring 
party  seems  in  a  hurry  the  clerk  will  in  some  cases  quote  the 
first  rate  he  Is  able  to  find,  not  taking  time  to  look  up  other  com- 
binations or  rates. 

Personally,  I  do  not  believe  in  penalties  for  misquotation  of 
rates,  whether  the  parties  injured  are  given  the  amount  of  the 
penalty  or  whether  this  penalty  goes  to  the  government. 

To  my  mind  J.  C.  Sloss,  of  Moorestown,  N.  J.,  in  his  letter  of 
January  25,  has  struck  the  keynote  when  he  said:  "It  would 
be  a  substantial  contribution  to  the  equipment  of  a  great  many 
industrial  concerns  if  they  could  see  their  way  clear  to  engage 
the  services  of  competent  traffic  managers." 

In  many  cases  it  would  not  be  necessary  for  a  traffic  man- 
ager to  devote  his  entire  time  to  traffic  work.  If  he  is  a  good 
man  there  are  a  number  of  places  in  large  offices  that  he  could 
fill  in  addition  to  his  traffic  work.  Industrial  traffic  managers 
in  the  majority  of  cases  have  only  a  few  different  articles  to 
classify  and  rate,  while  the  quotation  clerk  has  the  entire  classi- 
fication and  every  tariff  applicable  to  his  territory  and  is  much 
more  apt  to  make  mistakes  in  quoting  rates. 

Every  shipper  who  ships  large  quantities  of  goods  should 
have  in  his  organization  some  man  who  is  familiar  with  rates 
and  who  can  intelligently  class  and  rate  goods  peculiar  to  his 
business,  and  not  depend  entirely  on  the  railroads  for  rate  quo- 
tations. This  would  eliminate  a  number  of  erroneous  rate  quo- 
tations and  any  good  traffic  man  could  certainly  more  than  make 
his  salary. 

H.  A.  Manning,  Traffic  Manager, 
Atlanta  Paper  Company. 

Atlanta,  Ga.,  February  8,  1922. 


Editor  The  Traffic  World: 

I  have  followed  with  interest  your  Open  Forum  column  re- 
garding misquotation  of  rates,  and  would  like  to  ask  why  the 
railroads  should  not  be  responsible  for  their  quotations.  When 
a  shipper  quotes  a  price  on  a  delivered  basis  he  naturally  re- 
lies on  the  railroad  to  give  him  the  correct  freight  rate  to  des- 
tination. Now,  if  he  finds  after  making  shipment  that  the  rate 
is  higher  than  he  is  quoted,  there  is  going  to  be  a  loss  to  him, 
as  the  consignee  merely  pays  the  freight  bill  when  presented 
and  deducts  same  from  the  invoice,  and  the  consignor  has  to 
stand  the  overcharges.  For  this  reason,  I  believe  the  carrier 
should  stand  the  loss  incurred  by  the  misquotation.  I  do  not 
think  it  would  be  proper  to  have  them  fined  by  the  Commission 
and  to  have  such  fine  go  to  the  government,  as  the  shipper  gains 
nothing  by  this. 

J  noticed  In  one  article  the  party  claimed  this  would  lead 
to  inside  work  between  a  rate  clerk  and  a  traffic  clerk.  This 
would  be  impossible,  as  the  burden  of  proof  of  loss  is  on  the 
shipper,  to  show  that  he  actually  shipped  the  goods  at  the  rate 
quoted  and  sustained  a  loss  by  the  misquotation. 

I  believe  this  Is  the  fairest  way  for  both  sides  in  settling 
a  matter  of  this  kind. 

Thomas  Dudley,  Traffic  Manager, 
Atterbury  &  McKelvey. 

New  York,  N.  Y.,  February  8,  1922. 

REFUND  OF  WAR  TAX 

Editor  The  Traffic  World: 

I  refer  to  article  printed  in  your  February  4th  number  by 
Mr.  C.  J.  Olson,  traffic  manager  for  the  W.  M.  Button  &  Sons 
Co.  of  Hastings,  Neb.,  relative  to  the  recent  cancellation  of  the 
war  tax  on  freight  charges  and  the  complications  to  which  claim- 
ants are  subjected  thereby  in  the  recovery  of  overcharges  from 
the  Internal  Revenue  Department. 

While  It  is  true,  as  stated  by  Mr.  Olson,  that  anything  con- 
nected with  the  government  involving  a  certain  amount  of  "reel 
tape,"  this  does  not  relieve  the  situation  in  the  instant  case.  It 
is  to  be  regretted  that  those  in  authority  did  not  hare  the  fore- 
thought to  realize  the  enormous  amount  of  extra  work  that  would 
result  from  their  regulations  provided  for  the  recovery  of  war 
tax  in  overcharge  matters.  Possibly  they  had  an  object  in  view 
in  not  simplifying  matters  by  allowing  carriers  to  refund  the 
war  tax  at  the  same  time  and  in  conjunction  with  the  overcharge 
in  freight  charges.  At  any  rate  the  fact  remains  that  the  gov- 
ernment will  realize  quite  a  sum  from  the  whole  business,  due 
to  the  fact  that  most  claimants  will  not  bother  to  file  their  claim 
for  an  amount  under,  say,  fifty  cents  or  a  dollar,  and  It  Is  the 
writer's  opinion  that  carriers  throughout  the  country  are  ex- 
pending a  certain  amount  of  needless  time  and  energy,  not  to 
mention  money,  in  executing  war  tax  certificates  for  every  paltry 
overcharge. 

In  this  connection  I  desire  to  mention  the  policy  adopted  by 
the  New  York  Central,  which  appears  to  be  a  very  logical  one 
and  a  great  time  saver.  To  each  refund  voucher,  when  the  war 
tax  involved  is  under  $1,  they  attach  a  printed  form  fully  ex- 
plaining the  conditions  to  claimant,  and  calling  his  attention  to 
the  fact  that  if  war  tax  certificate  is  desired  to  support  claims 
with  the  Internal  Revenue  Department,  same  will  be  supplied 
upon  request.  As  a  matter  of  suggestion,  and  as  a  means  toward 
reducing  all  possible  expenses,  it  might  be  well  for  other  car- 
riers to  do  likewise,  which  action  would,  without  doubt,  meet 
with  the  approval  of  the  majority  of  shippers. 

C.  Kimball,  Traffic  Dept, 
Utah-Idaho  Sugar  Company. 

Salt  Lake  City,  Utah,  February  7,  1922. 


TO  ABANDON  FOUR  BRANCHES 

Martin  Walsh,  receiver  of  the  Memphis,  Dallas  &  Gulf  Rail- 
road Company,  has  applied  to  the  Commission  for  authority  to 
abandon  the  following  lines  operated  by  the  company:  Glenwood 
to  Hot  Springs,  Ark.,  a  total  of  36.29  miles;  Graysonia  to  Leard, 
Ark.,  a  total  of  7.11  miles;  Daleville  to  Clark  Hill,  Ark.,  a  total 
of  16.39  miles,  and  Nashville  to  Shawmut,  Ark.,  a  total  of  34.62 
miles. 

The  company  has  been  in  the  hands  of  a  receiver  since 
September  10,  1920.  The  receiver  said  the  permission  asked  for 
was  sought  because  the  operation  of  the  parts  of  the  road  indi- 
cated could  not  be  operated  without  loss  to  the  receiver. 


F.-bruary  18. 
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EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola    and    Gulfport   to   Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,   United  States  Shipping  Board  A-l   Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building  BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
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NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
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MARINE  ASSOCIATION  TO  MEET 

The    Traffic    World    Washington   Bureau 

The  National  Merchant  Marine  Association  will  hold  its 
annual  convention  in  Washington.  March  3  and  4,  immediately 
following  the  convention  of  the  National  Rivers  and  Harbors 
Congress.  One  of  the  important  subjects  to  be  discussed  will 
be  the  Harding  administration  proposal  for  a  ship  subsidy.  It 
was  indicated  this  week  that  the  President  might  be  ready  with 
his  message  on  the  subject  before  the  end  of  next  week. 

Among  the  speakers  at  the  association's  convention  will  be 
A.  D.  Lasker,  chairman  of  the  Shipping  Board;  H.  H.  Raymond, 
president  of  the  American  Steamship  Owners'  Association; 
Charles  H.  Potter,  president  of  the  United  States  Ship  Oper- 
ators' Association;  Stevenson  Taylor,  president  of  the  American 
Bureau  of  Shipping;  Prof.  S.  S.  Huebner;  E.  A.  Filene  of  Bos- 
ton; Commissioner  Chamberlain  of  the  Shipping  Board;  Senator 
Fletcher  of  Florida,  and  Senator  Jones  of  Washington,  and 
Representative  Frank  D.  Scott  of  Michigan. 


CAR  SURPLUS  AND  SHORTAGE 

The    Traffic    World    Washington   Bureau 

The  average  daily  surplus  of  freight  cars  in  good  order  took 
another  drop  in  the  period  February  1  to  8,  the  total  being 
296,659,  as  compared  with  330,681  in  the  period  January  23  to  31, 
a  decrease  of  34,022  cars.  The  average  daily  shortage  was  527 
cars,  as  compared  with  642  cars  in  the  preceding  week. 

The  surplus  was  made  up  as  follows:  Box,  111.117;  venti- 
lated bo$,  5,776;  auto  and  furniture.  4,635;  total  box,  121,528; 
flat.  14,183;  gondola,  91.337:  hopper.  31,782;  total  all  coal  123,119; 
coke,  3,458;  S.  D.  stock,  18,384;  D.  D.  stock,  1,522;  refrigerator, 
6.676;  tank,  572;  miscellaneous,  7,217:  total,  296,659. 

The  shortage  of  527  cars  was  made  up  of  428  box,  22  gondola. 
8  hopper,  11  S.  D.  stock,  10  D.  D.  stock  and  48  refrigerator  cars. 


TRUST  CERTIFICATE  GUARANTY 

The  Traffic  World  Washington  Bureau 

Officials  of  the  Harding  administration  have  been  giving  con- 
sideration to  the  suggestion  made  by  Secretary  of  Commerce 
Hoover,  in  his  statement  ibefore  the  Commission  in  the  general 
rate  inquiry,  that  a  plan  be  worked  out  whereby  the  government 
would  guarantee  equipment  trust  certificates  of  railroads,  to  aid 
them  in  the  work  of  rehabilitation  in  preparation  for  the 
handling  of  normal  business.  Secretary  of  the  Treasury  Mellon 
is  said  to  regard  the  proposal  favorably,  while  Attorney  General 
Daugherty  expressed  doubt  as  to  whether  legislation  carrying 
the  plan  into  effect  could  be  obtained  at  this  time.  It  is  Mr. 
Hoover's  view  that  with  a  real  shortage  of  cars  there  would  be 
pressure  from  many  sides  for  measures  to  provide  relief. 


I.  C.  AND  C.  ST.  L.  &  N.  O.  JOINT  BONDS 
The  Illinois  Central  and  the  Chicago,  St.  Louis  &  New  Or- 
leans have  applied  to  the  Commission  for  authority  to  issue 
$1,924,400  Illinois  Central  and  Chicago,  St.  Louis  &  New  Orleans 
joint  first  refunding  mortgage  5  per  cent  bonds  to  reimburse  the 
treasury  of  the  Illinois  Central  for  advances  made  for  additions 
and  betterments  to  the  properties  of  the  Chicago,  St.  Louis  & 
New  Orleans  and  the  Canton,  Aberdeen  &  Nashville  by  the 
Illinois  Central.  The  securities  are  not  to  be  sold. 


RELIEF   FOR   VESSEL   PURCHASERS 

J.  W.  Powell,  president  of  the  Emergency  Fleet  Corporation, 
has  begun  negotiations  with  the  Pacific  Mail  and  the  North 
Atlantic  &  Western  steamship  companies  under  the  relief  plan 
adopted  for  "'pioneer  purchasers"  of  Shipping  Board  vessels.  The 
Pacific  Mail  paid  cash  for  its  vessels  but  will  have  the  oppor- 
tunity of  buying  additional  tonnage  at  a  price  that  will  bring  the 
cost  of  the  vessels  bought  at  high  prices  to  tM(e  present  cost  of 


reproduction,  Mr.  Powell  said.  He  said  he  did  not  believe  the 
board  would  have  to  let  additional  tonnage  go  to  the  pioneer  pur- 
chasers at  less  than  $30  a  ton  to  carry  out  the  relief  plan. 

HEARING   CANCELLED 

Hearing  in  I.  and  S.  1484  (and  first  supplemental  order), 
ground  limestone  between  points  on  the  P.  R.  R.  east  of  Pitts 
burgh,  assigned  for  February  16  at  Washington,  D.  C.,  was  can- 
celled. 


VALUE  OF   N.   &   S.   S.   RAILWAY 

The  Commission  has  placed  a  final  value  of  $3,272,897  on 
the  property  of  the  Newburgh  &  South  Shore  Railway  Co.,  of 
Cleveland,  O.,  as  of  June  30,  1917. 


Digest  of  New  Complaints 


No.    13466.     Texas   Gulf   Sulphur   Co.,   New   York   City,   vs.    Santa   Fe 

Ct    3.1 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pi. 
ential  rates  on  sulphur  from  Gulf  Hill,  Tex.,  to  various  Interstate 
destinations.     Asks  Just  and  reasonable  rates  and  reasonable  prac- 
tins  with  regard  to  terminal  service  at  Gulf  Hill. 

No.  13467.    The  Hendrie  &  Bolthoff  Mfg.  and  Supply  Co.,  Denver,  Colo., 
vs.  C.  B.  &  Q.  et  al. 

Unjust,  unreasonable  and  unlawful  rates  on  carbide  of  calcium 
from  Duluth,  Minn.,  to  Kirby,  Wyo.     Asks  reparation. 
No.   13468.     William  Schuette  Co.,   Pittsburgh,   Pa.,   vs.   Director  Gen- 
eral, as  agent,  Seaboard  et  al. 

I'njust  and  unreasonable  rates  on  lumber  from  Omaha,  Ga.,  to 
Hagerstown,  Md.,  and  reconsigned  to  Cairnbrook.  Pa.     Asks  cease 
and  desist  order,  just  and  reasonable  rates  and  reparation. 
No.  13469.    United  Paperboard  Co.,  Inc.,  New  York  City,  vs.  Greenwich 
&  Johnsonville  et  al. 

Unjust  and  unreasonable  rates  on  waste  paper  from  New 
Kngland  points  to  Thomson,  N.  Y.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.  13470.    United  Paperboard  Co.,  Inc.,  New  York  City,  vs.  Greenwich 
&  Johnsonville  et  al. 

Unjust,  unreasonable  and  prejudicial  rates  on  boxboard,  chip- 
board, woodpulp  board  and  newsboard  from  Thomson,  N.  Y.,  to 
points  in  New  England.  Asks  cease  and  desist  order,  Just  and 
reasonable  rates  and  reparation. 

No.  13471.     The  Hamill  Coal  and  Coke  Co.  et  al..  Elaine,  W.  Va.,  vs. 
Western  Maryland  et  al. 

Unjust,  unreasonable  and  unlawful  rates  on  coal  from  points  in 
Maryland  to  points  in  West  Virginia,  Virginia,  District  of  Colum- 
bia, Ohio,  Indiana,  Illinois,  Pennsylvania,  New  York,  New  Jersey. 
Delaware,  New  England  and  Canada.  Asks  joint  through  rates  on 
the  Cumberland-Piedmont  and  Myersdale  group  basis  in  lieu  of 
present  combination  rates. 

No.   13472.     United   Paperboard  Co.,   Inc.,   New  York  City,   vs.   Green- 
wich &  Johnsonville  et  al. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  mines  in 
Pennsylvania  to  Thomson,  N.  Y.  Asks  just  and  reasonable  rates 
and  reparation. 

No.   13473.     Sherer-Gillett  Co.,   Chicago,   III.,   vs.   Director  General,   as 
agent,  Kanawha  &  Michigan. 

Unjust     and     unreasonable     rates     on     grocers'     counters     from 
Charleston  to  Cannelton.  W.  Va.     Asks  reparation. 
No.  13474.     The  Republic  of  France  vs.  Director  General,  as  agent. 

Unjust,  unreasonable,  unduly  prejudicial  and  unjustly  discrimi- 
natory storage  charges  on  shipments  of  wire  at  Philadelphia,  Pa. 
Asks  reparation. 

No.    13475.      The    Republic   of    France    vs.    Director   General,    as   agent, 
Boston  &  Maine. 

Unjust,  unreasonable,  unduly  prejudicial  and  unjustly  discrimi- 
natory storage  charges  on  steel  billets,  bars  and  sheets  at  Boston. 
Asks  reparation. 

No.   13476.     The   Republic   of  France   vs.    Director   General,   as   agent, 
Philadelphia  &  Reading. 

Unjust,   unreasonable,   unduly  prejudicial   and   unjustly  discrimi- 
natory   storage    charges    on    billets    at    Philadelphia,    Pa.      Asks 
reparation. 
No.  13477.    The  Republic  of  France  vs.  Director  General,  as  agent. 

Unjust,  unreasonable,  unduly  prejudicial  and  unjustly  discrimi- 
natory storage  charges  on  wire  at  Philadelphia,  Pa.  Asks 
reparation. 

No.    13478.      The    Republic    of   France   vs.    Director   General,    as    agent. 
Pennsylvania. 

Unjust,  unreasonable,  unduly  prejudicial  and  unjustly  discrimi- 
natory storage  charges  on  steel  liars  and  billets  at  Baltimore.  Asks 
reparation. 


Docket  of  the  Commission 


Note.     Item*  in  the  Docket  marked  with  an  asterlik  (•)   are  new, 
navlna  been  added  since  the  last  iisue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
February  20 — Dallas,  Tex. — Examiner  Barclay: 

12066— -Construction  and  repair  of  railway  equipment  (T.  &  P.  Ry.). 
February  20— Argument  at  Washington,   D.   C. : 
12267 — Lancaster   Steel   Products   Corp.   vs.   Director   General,   B.    & 

O.  et  al. 

11179 — Ohio   Box  Board   Co.   vs.    Director   General   and   Erie. 
12060 — National    Refining    Co.    vs.    Director    General,    L.    E.    &    W. 

et  al. 
12366 — John    W.    Eshelman    &    Sons    et    al.    vs.    Director    General, 

M.  &  O.  et  al. 

February  21— Argument  at  Washington,  D.  C.: 

12569 — Chevrolet  Motor  Co.  of  Michigan  vs.  Director  General,  A.  T. 
&  S.  F.  et  al. 


12748— William  H.   Kidston  et  al.,   tarding  as  A.  G.   Kidston   &   Co., 

vs.  D.  L.  &  W.  et  al. 
12863— William  H.  Kidston  et  al..  trading  as  A.  G.  Kidston  &  Co.,  vs. 

Pa.  R.  R. 

13248 — Hawthorns  &  Co.,  Ltd.,  vs.  D.  L.  &  W.  et  al. 
12620 — National    Assn.    of    Waste    Material    Dealers,    Inc.,    vs.    Ann 

Arbor  et  al. 
12808— The  J.  G.  Brill  Co.  vs.  Philadelphia,  Baltimore  &  Washington 

et  al. 
12765 — Associated  Fruit  and  Vegetable  Industries  of  New  York  State 

et  al.  vs.  Ann  Arbor  et  al. 

February  24 — Argument  at  Washington,  D.  C.: 

12836 — Albert  R.  Hostetter  Co.   vs.   Dayton,  Toledo  &  Chicago  et  al. 
12125 — American   Magnesia   Products   Co.   vs.    Muscatine,   Burlington 

&  Southern  et  al. 

12077 — American  Milling  Co.  vs.  Director  General,  P.  &  P.  U.  et  al 
12349 — Kingan  &  Co.,  Inc.,  vs.  Director  General. 
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"Freight  Rates  and  Charges" 

I  •  ••),    ruW   and   r*sjul*t>on*   go-**minf    the 

Construction,  operation  and  development 

w 

Railroad  freight  rate*  and  charge* 

in   t  h*ir   spplKati**)   I* 

Interttate  and  foreign  commerce 


MCT-MATTU  ...t 
r  TABU  Or  COO. 


17  rj|  »«  t—  j.  **—  <  .  M  »,  i—  »  *-fc«    sorr  on  nvt  o*tr  *f»«ov*i. 
/.5V        >UCT  t»Pt«  AT  QNCI  »  ranorr  tomon  •  uxnrp 


TRAFOC  LAW  SERVICE  CORPORATION,  LTJt 


CHICAGO,  ILL 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dairen 


SS  WEST  MOMENTUM 
SS  WEST  KADER  .  .  .  . 


.  Mir.  «       SS  LAS  VEGAS April  17 

Mtr.  27        SS  EASTERN  SAILOR  .  .  May  8 


Shanghai,  Manila  and  Hongkong 

SS  WEST  CATOTE  .  .  .  M«r.  17 

SS  WEST  KEATS April  17 

SS  VINITA May  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 


For  info 


•  tie 


irdinj  Space.  Ratri.  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC.,        »  •"SJrfc,,,  ci.r 
UNITED  AMERICAN  LINES,  INC,    ™  ^^J^-JlT.1 
R.  T.  JOHNS  &  COMPANY,  INC,  <=- 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building.  PORTLAND,  OREGON 


There  Are  Many  Important  Jobbing  and  Manufacturing  Centers^Along   the  Line  of  the 

KANSAS  CITY  SOUTHERN  RAILWAY 

PITTSBURG,  KANSAS— Population,  1910,  14,755—1920,  18,052 

Onter  of  the  coal  mining  district*  of  Southeastern  KanBa*  and  Southwestern  Minsouri; 

Large    manafacturing    induHtrie* — Clay    1'roducU,    Krick.  Hollers,  Machinery.  Railway  Equipment; 

Wholesale  Jobbero'   Implement*.   Automobilen,  Iron  and  Metals,  Fruit*.  Produce,  Groceries; 

(•rain  Jobber*  and  Miller*; 

Fifth  ritv  in  State  of  Kanua  in  point  of  population; 

Freight   I>ivi*ion   point  on   Kanaas  City  Southern   Railway; 

Iteration  of  Kamuw  City  Southern  Railway  Shop*. 

JOPLIN,  MO.— Population  30,000 

INT   of  zinc  mining  district   of    Northeastern   Oklahoma,    Southwestern    Miiutouri    and    Southeastern 

Large   Smelter*,    Foundries,    and    Machine    Works;    Iron   Works   and   Mining   Equipment   Companies; 
Large   jobbing    concern* — Wholesale    Grocer*.    Hardware,  Flour   Milling,  Produce  and  Fruit  Jobber*. 

NEOSHO.  MO.— Population  4,000 

Wholesale  Grocers,  Miller*  aad  Feed  Manufacturer*; 
16  Industries  located  on  Kansas  City  Southern  tracks; 
Kanwm  City  Southern  serving  all  principal  Industrie*. 

FT.  SMITH,  ARK.— Population,  1910,  24,000—1920,  29,000 

Center  of  coal  mining  district  of  Arkansas  and  Eastern  Oklahoma; 

Principal  cotton  market  of  Western  Arkan*as  and  Eantern  Oklahoma; 

Large   manufacturing   industries — Window   Glass,   GlaxHware.   Bottle*,   Furniture,   Wheelbarrows,  Spring 

MattresMs; 

Cotton  Compresses,  Wholesale  Jobber*  in  Groceries,  Seeds.  Hardware,  Paper.  Produce  and  Fruits,  Grain 

and  Grain  Products; 

Large  canneries  and  manufacturer*  of  Fruit  Product*  and  Feed  Products. 

I  h<   Kansas  City  Southern  Railway  is  the  SHORT  LINE  to  these  important  centers,  giving  best  service 
and  prompt  deliveries,  and  we  would  appreciate  your  routing  your  traffic  via  this  line. 

For  other  principal  points  on  Kansas  City  Southern  Railway  see  next  issue. 


< 
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February  25 — Argument  at  Washington.  D.  C.: 
12255— Southern  Acid  and   Sulphur  Co.   vs.  Arizona   &   New  Mexico 

Ky.  et  al. 
12469 — The  Silica  Sand  Producers'  Traffic  Assn.  (Armourdale  division) 

vs.  Mo.  Pac.  et  al. 
12495 — The  Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  Pa.  R.  R.. 

Director  General  et  al. 
12468 — The  Silica  Sand  Producers'  Traffic  Assn.   (Anderson  division) 

vs.   I'n.  R.  R.,  Director  General  et  al. 
12536 — The  Automobile  Gasoline  Co.  vs.  Director  General,  C.  C.  C.  & 

St  L.  et  al. 

February  27 — Argument  at  Washington,  D.  C.: 
11902 — Beaumont  Chamber  of  Commerce  et  al.  vs.  Director  Gencral. 

Beaumont,  Sour  Lake  &  Western  et  al. 

12677 — S.  M.  Bulley  &  Son  vs.  Director  General,  G.  H.  &  S.  A.  et  al. 
12512 — Feeders'  Supply  Co.  vs.  C.  B.  &  Q.  and  Director  General. 
12684 — Magnolia  Petroleum   Co.   vs.    Director  General,   St.   L.   S.   W. 

et  al. 
February  28 — Washington,  D.  C. — Chief  Examiner  Quirk: 

•  11567 — The  Order  of   United   Commercial   Travelers  of  America   vs, 

Pullman  Co.  (further  hearing). 
February  28 — Argument  at  Washington,  D.  C.: 

•  Finance  docket  1108 — In   the  matter  of  the  application  of  the   P.   & 

W.  Va.  Ry.  for  authority  to  issue  capital  stock  and  to  assume  ob- 
ligation and  liability  in  respect  of  securities  of  West  Side  Belt 
R.  R.  Co. 

«  Finance  docket  2186 — In  the  matter  of  the  application  of  the  P.  & 
W.  Va.  Ry.  Co.  for  authority  to  acquire  control  of  the  West  Side 
Belt  R.  R.  Co. 

•  Ex  Parte  81 — In  the  matter  of  the  construction  of  paragraph  (2)  sec- 

tion 5  of  the  interstate  commerce  act. 
March  6 — Chicago.  111. — Examiner  Hosmer: 

12071— Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  Ry.  Co.  et  al. 
March  7 — Toledo,  O. — Examiner  Money: 

•  I.  and  S.  1489 — Intermediate  switching  charges  at  Toledo,  O. 
March  7 — Rochester,  N.  Y. — Examiner  Waters: 

13266 — In  the  matter  of  rates  on  and  classification  of  fresh  peaches 

within  the  state  of  New  York. 
March  8 — Washington,  D.  C. — Examiner  Pitt: 

•  Portions  of  fourth   section   applications  Nos.   12144  of  J.   H.   Glenn; 

703  of  A.  C.  L.   R.   R.:  1573  of  S.  A.   L.  Ry.:   1548  of  Sou.  Ry.:  789 

of  Ga.  &  Fla.  Ry.;   2029  of  G.   S.   &  F.  Ry.;   1625,   1774  and   1775  of 

C.  C.  McCain. 

March  8 — Philadelphia,  Pa. — Examiner  McQuillan: 
13295 — The  Atlantic  Refining  Co.  vs.  Director  General. 
13291 — Vim  Motor  Truck  Co.  vs.  Director  General. 
13311 — The  Wm.   Cramp  &   Sons  Ship  and  Engine  Building  Co.   vs. 

Director  General. 

March  8 — Bangor,  Me. — Public  Utilities  Commission  of  Maine: 
Finance    Docket    1720 — Application    for    authority    and    approval    of 

I.  C.  C.     in  the  matter  of  abandonment  of  operation  of  a  certain 

portion  of  the  line  of  railroad  of  Bangor  &  Aroostook  R.  R.  Co. 
March  9 — Parkersburg,  W.  Va.— Examiner  W.  H.  Wagner: 
11733 — Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 
13320 — Parkersburg  Rig  and  Reel  Co.  vs.  C.  B.  &  Q.  et  al. 
13321 — Parkersburg  Rig  and  Reel  Co.  vs.  Pa.  R.  R.  et  al. 
13323 — Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  S.  W.  R.  R.  et  al. 
13324 — Parkersburg  Rig  and  Reel  Co.  vs.  W.  F.  R.  &  Ft.  W.  R.  R.  et  al 
13326 — Parkersburg  Rig  and  Reel  Co.  vs.  M.  K.  &  T.  Ry.  of  Texas 

et  al. 

13362 — Parkershurg  Rig  and  Reel  Co.  vs.  P.  &  R.  Ry.  et  al. 
March  9 — Louisville,  Ky. — Examiner  Cassidy: 
12713— The  Singer  Mfg.  Co.  vs.  111.  Cent.  R.  R.  et  al. 
12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  Ry.  et  al. 
12715— The  Singer  Mfg.  Co.   vs.   Director  General,   C.   &  E.  I.  R.  R. 

et  al. 

12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
12887 — National  Veneer  and  Panel  Mfrs.  Assn.  et  al.  vs.  Aberdeen  & 

Rockfish  et  al. 


March  9— Philadelphia,  Pa.— Examiner  McQuillan: 

13254 — General  American  Tank  Car  Corporation  vs.  Pa,  R.  R. 

13256— David  Lupton's  Sons  Co.  vs.  Pa.  R.  R.  et  al. 
March  9— Spokane,  Wash.— Examiner  Hillyer: 

13241— T.  J.  Murray  vs.  Director  General,  G.  N.  Ry.,  et  al. 

13315— Arlington  Silver  Mining  Co.  vs.  G.  N.  Ry.    et  al. 
March  10 — Chicago,  111. — Examiner  Money: 
•I.  and  S.  1488 — N'on-appllcatlon  of  transit  privileges  on  deficiencies  in 

weight  of  grain. 
March  10— Philadelphia,  Pa.— Examiner  McQuillan: 

13333— Hercules  Powder  Co.  vs.  N.  Y.  C.  R.  R.,  Director  General  et  al. 

13343 — Schanck,  Hutchfnson  &  Field  vs.  Pa.  R.  R. 
March  10— Washington,  D  C.— Examiner  Kephart: 

12726 — Hagerstown  Chamber  of  Commerce  vs.  W.  Md.  Ry.    et  al. 
March  10 — Spokane,  Wash. — Examiner  Hillyer: 

13399— Centennial  Mill  Co.  vs.  Director  General.  O-W.  R.  R.  &  N.  Co. 

13414 — Arlington  Silver  Mining  Co.  vs.  Director  General  and  G.  N.  Ry. 
March  11— Parkersburg,  W.  Va.— Examiner  W.  H.  Wagner: 

13446— R.  G.  Gillespie  vs.  C.  R.  I.  &  P.  et  al. 
March  11 — Lancaster,  Pa. — Examiner  H.  J.  Wagner: 

13331— Anderson  Bros.  Co.  et  al.  vs.  Arkansas  Central  R.  R.  et  al. 
March  13— New  York,  N.  Y.— Examiner  McQuillan: 

13120 — The  National  League  of  Commission  Merchants  of  the  U.  S. 
vs.  Pa.  R.  R.  et  al. 

13120   (Sub.    No.    1)— American   Fruit   Growers,   Inc.,   New   York    di- 
vision, vs.  Pa.  R.  R. 

13120  (Sub.  No.  2)— Chas.  A.  Houck  vs.  Pa.  R.  R. 

13120  (Sub.  No.  3)— J.   &  G.  Lippman,  Inc.,  vs.  Pa.  R.  R. 

13120  (Sub.  No.  4)— M.  H  Hellman  vs  Pa.  R.  R. 

13120  (Sub.  No.  5)— I.  Lowenthal  vs.  Pa.  R.  R. 

13120  (Sub  No.  6)— J.  Pratt  Carroll,  Inc.,  vs.  Pa.  R.  R. 

13120    (Sub.    No.   7)— American   Fruit   Growers,   Inc.,    New   York   di- 
vision, vs.  Pa.  R.  R. 
March  13 — New  York,  N.  Y. — Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment. 
March  13 — Zanesville,  O. — Examiner  W.  H.  Wagner: 

13277 — American  Clay  Products  Co.  vs.  Pa.  R.  R.  et  al. 
March  13 — Allentown,  Pa. — Examiner  H.  J.  Wagner: 

13278— Trojan  Powder  Co.  vs.  P.  &  R.  Ry.  et  al. 
March  13 — Washington.  D.  C. — Examiner  Kephart: 

13109— Star  Timber  Co.  vs.  C.  &  N.  W. 
March  13 — Kansas  City.  Mo. — Examiner  Eddy: 

I.  and  S.  1483 — Horses  and  rnules  from  Kansas  City.  Mo.,  and  Wich- 
ita, Kan.,  to  New  Orleans,  La.,  Memphis,  Tenn.,  and  other  points. 
March  13 — Seattle,  Wash. — Examiner  Hillyer: 

13136— International    Lime   Co.    vs.    Director   General,    C.    M.    &    St. 
P.  Ry. 

11767 — Thomas  W.  Simmons  &  Co.  vs.  Director  General. 

March  13 — Pittsburgh,  Pa. — Examiner  Gerry: 
13340 — Humphrey  Brick  and  Tile  Co.  vs.  Director  General,  Pa.  R.  R. 

et  al. 

13242 — D.  Kellerman  vs.  Director  General. 
March  13 — Chicago.  111. — Examiner  Money: 
13032 — Comision  Reguladora  Del  Mercado  De  Henequin  vs.  Director 

General. 
13395 — Comision   Reguladora  del   Mercado  de   Henequen   vs  Director 

General. 
March  13 — Ft.  Worth,  Tex. — Examiner  Mackley: 

I.  and  S.  1487 — Routing  on  sheep  from  K.  C.  M.  &  O.  Texas  points  to 

Kansas  City,  Chicago  and  other  points. 
March  13 — Memphis,  Tenn. — Examiner  Cassidy: 
i.  and  S.  1431   (and  first  supplemental  order) — Cotton  and  cotton  lint- 

ers  from  Mississippi  Valley  points. 
March  14 — Washington,  D.  C. — Examiner  Kephart: 
13325 — American  Trona  Corp.  vs.  A.  T.  &  S.  F.  et  al. 
13280 — American  Trona  Corp.  vs.  Sou.  Pac.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Statements  of  Issues  involved  in  all  Complaint  and  Answer  Cases  filed 
with  the  Commission  can  be  furnished  in  advance  of  hearings 

Official  Reporters,  Interstate  Commerce  Commission 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN      GEORGE  L.  BOYLE 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special   attention   to   Freight  Rate   Adjustments 

and   Practice   before    the  Interstate 

Commerce  Commission 

Room   80S   American   National   Bank   Building 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDQ. ,  WASHINGTON,  D.  C. 

(Tor  «  number  of  yews  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  years  Attorney- Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Munsey  BIdg.,  Washington,  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street       CHICAGO 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trurt    Bulletin*. 
St.  Louis.  Mo. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone.  Msln  3S40 


CHICAGO 

418-4308.  MARKET  STREET 
Telephone.  Harrison 


MID-WEST 

CORRUGATED  FIBRE 

BOXES 

SINGLE  WALL 

For  greatest  strength  with 
lightest  weight. 

DOUBLE  WALL 

For  long  distance  or  export 
shipments. 

Also  MID-WEST 

WATERPROOF 

Corrugated  Fibre  Boxes 
Ideal  for  shipping  liquids  in 
glass,  all  commodities  to  wet 
weather  districts,  all  goods  con- 
taining moisture,  all  goods  which 
absorb  moisture  or  are  shipped 
with  ice. 


All  Double  Wall  and  Waterproof 

boxes  have  Mid -West  Triple  Tape 

Corners  and  Off-set  Score. 

Sample  furnished  free  —  original 
designs  to  meet  any  special  need. 


MID  WEST  Box  COMPANY 


Corrugated 

Fibre  Board 

Products 


CUnUnd.  Ohio 

Fairmont.  W.  V*. 

Chicago 


Solid  Fibre 
Containers 

General 
Offices 

Conway  Building 
Chicago 


We  operate  our  own  Boxboard  and  Strawboard  Mill* 
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PAGE  &  JONES 


IVIOBI 


AL.ABAMA 


SEA  'ifBDOMINICA 

FORT  DE  FRANC*UlAkTlNI«i;K  lift-} 
0       ANTILLtS    ^j|UCIA   ISLAND 

»•       J?      Sl.VlXCENTa"S^ft  BARBADOS  I. 
^        0^v>.,uu.n.u0B  To    .  I    i^BRIDGETOWN 


•WS 


•^•^8»8 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile   to  Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  Manager 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 


CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  West  Adams  Street 
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The  Scenic  Line  of  the  East 


L.N  unusual  number  of  veteran 
travelers — men  who  generally  find 
daytime  travel  an  ordeal — say  the 
daylight  trip  on  the  Lehigh  Valley 
is  one  of  the  very  few  they  enjoy. 

The  reason  lies  not  only  in  the  wealth 
of  scenic  beauty  throughout  the 
Lehi^h  Yalli -y's  Route  but  also  in  its 
varied  character.  Quiet,  pastoral 
scenes;  rugged  mountains  and  far- 
stretching  panoramas;  beautiful 
urns  and  the  far-famed  Finder 
Lake*;  NIAGARA  FALLS,  the 
world's  greatest  cataract — all  pass 


before  the  interested  gaze  of  the 
Lehigh  Valley  passenger. 

THE  BLACK  DIAMOND,  one  of 
the  country's  best  known  and  best 
liked  trains,  traverses  this  route  in 
daylight,  having  through  sleepers  to 
and  from  Chicago  in  connection  with 
the  Michigan  Central  R.  R. 

The  Lehigh  Valley  also  operates  other 
through  trains  equally  as  attractive; 
has  excellent  terminal  facilities — in- 
.  hiding  PI  \\-YLYANIA  STA- 
TION in  the  heart  of  New  York 
( 'ity — and  a  personnel  whose  service 
brings  a  constant  stream  of  com- 
mendation from  delighted  patrons. 


New  York — Newark — Philadelphia 

Buffalo 
Niagara  Falls-  -Toronto-  -Detroit- -Chicago 

L  e  1 1  i  g  1 1  \Mlejr 
Railroad 

The  Route  of  The  Black  Diamond 
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Where  thtx  reach 


Whereto  reach  then 


FAMOUS    SKYLINE    OF   LOWER    MANHATTAN 

NEW  YORK 
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BEGINNING  HER  TRIP  TO  NEW  ORLEANS 
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WASHINGTON.  D.  C. 


Regular  subscribers  for  The  Traffic  World,  when  in 
Washington,  D.  C.,  may  obtain  copies  of  the  magazine 
at  our  Washington  office  in  the  Colorado  Building. 

RATE  COMMITTEE  DOCKETS 
Acceptance,  by  the  Western  Trunk  Line  Committee, 
the  Transcontinental  Freight  Bureau  and  the  South- 
western Freight  Bureau,  of  one  of  the  arrangements  sug- 
gested by  us  last  November,  for  the  continuation  of  the 
publication  of  their  dockets  in  The  Traffic  Bulletin  and 
The  Daily  Traffic  World,  was  received  in  time  to  make 
it  unnecessary  for  us  to  break  the  continuity  of  their 
publication.  In  addition,  acceptance  of  the  arrangement 
was  also  received,  this  week,  from  the  New  England 
.jht  Association,  the  Southern  Freight  Rate  Com- 
mittee and  the  Illinois  Freight  Association.  Dockets  of 
all  these  committees  appear  in  the  February  25  number 
of  the  Traffic  Bulletin.  With  the  exception  of  the 
dockets  of  the  Central  Freight  Association  Coal  and 
Coke  Committee,  the  Trunk  Line  Coal,  Coke,  and  Iron 
Ore  Committee,  and  the  Texas  Freight  Bureau,  the 
dockets  now  appearing  in  the  Traffic  Bulletin  and  the 


There  was  no  excuse  for  the  delay  in  connection 
with  this  legislation.  The  bill,  as  originally  drafted, 
passed  the  Senate  June  11,  1921.  When  it  reached  the 
House  several  days  later  it  was  referred  to  the  House 
committee  on  interstate  and  foreign  commerce,  and  it  was 
in  this  committee  that  it  lay  without  action  for  months. 
There  was  no  opposition  to  the  measure.  It  had  the 
endorsement  of  the  Railroad  Administration,  one  of  the 
chief  parties  in  interest,  and  of  the  Commission.  Had 
not  shippers  become  aroused  to  the  fact  that  unless 
pressure  were  brought  to  bear  upon  the  members  of 
Congress  the  bill  would  be  forgotten,  it  is  exceedingly 
doubtful  whether  final  action  ever  would  have  been 
taken. 


FUNCTION  OF  THE  TRAFFIC  CLUBS 
In  an  editorial  in  the  February  18  number,  we  sug- 
gested a  higher  function  of  the  traffic  clubs  than  mere 
social  pleasure  and  business  profit.  We  suggested  that 
they  could  and  should  lend  theitf  influence  to  the  solu- 
tion of  fundamental  transportation  problems.  The  first 
thing  to  do,  if  we  wish  to  have  them  function  thus,  is  to 
"  the  traffic  club.  By  that  we  mean  that  those  to 
whom  messages  are  to  be  directed  and  on  whom  influ- 
ence is  to  be  exerted,  must  be  informed  as  to  what  the 
traffic  clubs  are — their  personnel,  their  purpose,  and 
their  peculiar  ability  and  fitness  to  deal  with  the  prob- 
lems they  may  consider.  To  the  great  mass  of  the 
public  the  term,  "traffic  club,"  means  nothing.  If  the 
ordinary  citizen  chances  to  see  something  in  his  news- 
paper about  a  meeting  held  or  action  taken  by  a  traffic 
club  he,  likely  as  not,  believes  the  item  has  to  do  with 
a  gathering  of  crossing  policemen.  And  this  ignorance 
i--  not  confined  to  the  ordinary  citizen.  It  prevails  also 


Daily  Traffic   World  are  as  complete  as  was  the  case 

prior  to  the  first  of  the  year.    We  hope  to  be  able  to  an"-  "Sfflong  the  extraordinary  citizens,  or  sometimes  less  than 

nounce  shortly  that  these  committees  have  also  accepted     ordinary   citizens — the   makers   of  our   laws   and   those 

our  proposal.  who  administer  them. 

Carl  Stripp,  when  he  was  president  of  the  Cleve- 
land Traffic  Club,  had  a  novel  idea  which  he  proposed 
to  put  into  effect.  It  was  at  the  time  of  the  campaign 
that  preceded  the  last  presidential  election.  He  pro- 
posed that  each  important  traffic  club  of  the  country  ap- 
point members  of  a  joint  committee  to  make  a  pilgrim- 
age to  the  homes  of  Mr.  Harding  and  Mr.  Cox  and  pre- 


SENATE  BILL  621 

Congress  did  this  week  what  it  might  have  done 
weeks  ago  without  seriously  inconveniencing  itself.  If 
it  had  done  so  the  uncertainty  relative  to  the  status  of 
straight  overcharge  claims  and  the  bringing  of  suits  to 
enforce  awards  by  the  Commission  against  the  Director 
General  would  have  been  removed  before  a  number  of 
shippers,  in  their  desire  to  protect  their  rights,  took 
v  legal  steps  to  the  end  that  they  would  not 
be  left  without  relief  in  the  event  Congress  failed  to 
come  through  in  the  eleventh  hour  with  the  legislation. 
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sent  to  the  two  candidates  for  the  presidency  some  of 
the  outstanding  facts  of  the  transportation  situation — 
incidentally  explaining  what  the  traffic  clubs  were  and 
what  weight  should  be  given  to  their  judgment — with  a 
view  to  educating  the  candidates  so  that,  whoever  was 
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UlLV,  MOBUF.  *  KOBTHEBN 

B.11LHOAD 
Ajn>  comnccnon 


Gulf,  Mobile 

&  Northern  R.  R. 

DaOy  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

In  connection  with  I.  C.  R.  K..  L.  *  N.  R.  R..  M.  *  O.  R.  R..  N.  C. 
&  St.  L.  Ry..  via  Jackson,  Tenn.,  Southern  Ry.  via  Middleton,  Tenn., 
nnd  Laurel,  Miss..  Frisco  Lines  via  New  Albany.  Miss..  A.  *  V.-V.  8. 
&  P.  Rys.,  via  Newton.  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R..  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


HUM 

4:30  p.  m.  «  LT. 

12:30  a.  m.  83  LT. 

12-47  p.  m.  next  day  247  Ar. 

3:15  p.  m.  next  day  261  Ar. 

4  :20  p.  m.  next  day  298  Ar. 

4:10  a.  m.  2nd  day  410  Ar. 

6:40  a.  m.  2nd  day  448  Ar. 

2:30  a.  m.  2nd  day  SS6  Ar. 

5:30  p.  m.  2nd  day  J2»  Ar. 


Jackson,  Ten*.      Ar.     8:00  a.  m.  Znd  day 
New  Albany,  Mini.  Ar.  12:3*  a.  m.  lad  day 
Newton,    Miss.      LT.  U:U  a.  m. 
Meridian,  Miss.     LT.     7:35  a.  m. 
Laurel,    Hiss.        LT.     8  :45  a.  m. 
Mobile,     Ala.         LT.  lt:0»  p.  m. 
New  Orleans,  La.  LT.     »:40  p.  m. 
Vicksburg,  Miss.  Lv.     6:1*  a.  m. 
Bhreveport,  La.     LT.     3:«0  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton.  Meridian  and 
Laurel  are  made  same  day,  tc  other  points  n«xt  day.  Northbound. 
from  Laurel.  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gnlfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 


MR.  SHIPPER:— 

The  NATCHEZ  ROUTE  is  specializing  in  reliable  service.  Its 
schedules  coordinated  with  those  of  its  connections  assure  continuous  through 
movement.  Absence  of  large  terminals  en  route  eliminates  delays  at  inter- 
change points  and  a  complete  system  of  passing  reports  enables  us  to  give 
you  prompt  information  about  the  movement  of  your  freight. 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN points  it  will  pay  you  to  investigate  the  service  via  this  new 
direct  route. 

Route  from  the  West  via  M.  K.  8s  T.,  K.  C.  S.,  S.  P.  or  T.  &  P., 
Shreveport,  La.,  St.  L.  S.  W.,  Stamps,  Ark.,  Frisco  or  Mo.  P.,  Hope,  Ark., 
care  Natchez  Route. 

Route  from  the  East  via  L.  &  N. -Mobile  or  Southern  Railway  Hatties- 
burg,  care  Natchez  Route. 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


Traffic  Department  Representatives: 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511  Insurance  Bldg.      622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 
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elected,  he  would  have  this  information  to  guide  him  in 
making  appointments  and  in  otherwise  dealing  with  the 
subject  of  transportation  in  his  term  of  office.  There 
were  supporters  of  the  plan,  but  generally  it  was  re- 
ceived with  indifference.  The  Republicans  couldn't  see 
the  use  of  calling  on  Mr.  Cox  and  the  Democrats — if 
there  were  any — presumably  did  not  favor  calling  on 
the  Republican  candidate.  The  plan  was  so  novel  that 
it  was  almost  ridiculed.  At  any  rate,  it  was  not  ener- 
getically pushed  and  it  fell  by  the  wayside. 

Whatever  may  have  been  the  merit  or  lack  of  merit 
in  the  Stripp  suggestion,  it  was  at  least  an  illustration 
of  what  we  mean  when  we  say  that  we  should  first 
"sell"  the  traffic  club.  If,  for  instance,  Mr.  Stripp  had 
taken  a  strong  representation  of  the  traffic  clubs  on  a 
pilgrimage  to  the  shrine  at  Marion,  and  it  had  been 
forcefully  explained  to  Mr.  Harding  what  the  traffic 
clubs  were ;  with  what  authority  and  combined  wisdom 
they  spoke  when  dealing  with  railroad  matters ;  and  in 
what  vital  respects  they  represented  both  the  railroad 
and  the  shipper  interests  of  the  country;  and  if,  then, 
after  Mr.  Harding  became  president,  the  traffic  clubs 
had  followed  up  their  call  on  him  with  proper  represen- 
tations in  certain  matters,  it  is  quite  likely  that  his 
course  in  these  matters,  or  in  some  phases  of  them, 
might  have  been  different. 

Of  course,  many  other  ways  of  selling  the  traffic 
club  will  suggest  themselves,  both  locally  and  nation- 
ally, local  prominence,  of  course,  contributing  to  na- 
tional influence.  There  should  be  more  publicity  in  the 
newspapers,  for  one  thing.  It  cannot  be  had,  usually, 
especially  in  the  larger  cities,  without  going  after  it. 
The  newspapers  can  gradually  be  educated  to  give  at- 
tention to  traffic  club  action  on  transportation  questions. 
If  the  traffic  clubs  do  things  that  they  consider  valuable 
and  they  have  the  desire  to  get  results,  they  will  think 
of  many  ways  to  accomplish  those  results.  One  must 
take  himself  seriously  before  he  expects  anyone  else  to 
take  him  so. 

Having  sold  the  traffic  club,  how  next  shall  we  pro- 
ceed? Of  course,  there  must  be  a  proper  committee  in 
ry  club  whose  duty  it  would  be  to  keep  in  touch  with 
and  take  up  every  matter  of  public  concern  re- 
lating to  transportation.  It  should  give  no  considera- 
•i  to  matters  strictly  local  or  personal.  There  should 
be  no  resolutions,  for  instance,  recommending  a  mem- 
ber of  a  certain  club  or  a  man  from  a  certain  locality, 
or  any  other  individual,  for  membership  on  the  Inter- 
state Commerce  Commission.  A  good  example  of  the 
kind  of  resolution  not  to  adopt  was  one  adopted  by  the 
Traffic  Club  of  Chicago  some  time  ago  urging  the  ap- 
pointment of  an  Illinois  man  to  the  Commission.  There 
might  be  conditions  under  which  all  the  traffic  clubs 
:!'!  see  the  wisdom  of  appointing  an  Illinois  man, 
but,  as  a  rule,  such  a  resolution  would  be  narrow  and 
sectional.  Who  cares,  or  who  ought  to  care,  whether 
an  Illinois  man  or  a  California  man  is  appointed  or 
whether  all  the  commissioners  are  from  Illinois  or  from 
California — provided  all  the  commissioners  be  qualified 
for  their  jobs?  Geography  might  have  some  bearing, 
but  it  would  be  secondary. 

These  committees  would  have  to  keep  entirely  away 


from  all  questions  of  local  interest.  The  resolution 
offered  by  such  a  committee  in  a  traffic  club  would  be 
considered  by  the  club  membership  and,  if  adopted,  sent 
to  all  the  other  traffic  clubs  with  the  request  that  simi- 
lar action  be  taken  by  them.  Whenever  possible,  ac- 
tion ought  to  be  taken  by  all  the  clubs  on  the  same  sub- 
ject and  in  the  same  language.  When  one  club  had 
taken  an  attitude  on  a  given  subject  it  would  be  pretty 
likely  to  be  the  position  of  all  the  other  clubs,  unless 
the  matter  were  local — and  if  it  were  local  it  would 
have  no  business  to  be  considered  at  all.  There  would 
have  to  be  some  machinery,  of  course,  by  which  the 
combined  action  of  the  traffic  clubs  could  be  gathered 
together  and  made  known  in  forceful  manner.  Traffic 
clubs,  as  such,  cannot  lobby,  but  nearly  every  railroad 
man  or  shipper  who  does  lobby  or  who  appears  before 
committees  of  Congress  or  the  Interstate  Commerce 
Commission  is  a  member  of  a  traffic  club  and  he  could 
use  the  action  of  the  clubs  to  back  up  his  position  and 
keep  the  traffic  club  in  the  public  eye  as  one  speaking 
with  authority. 

The  machinery  by  which  the  action  of  the  traffic 
clubs  would  take  form  is  a  detail.  It  could  easily  be 
established.  To  make  its  work  effective  it  would  merely 
have  to  keep  in  mind  the  practical  end  to  be  achieved 
and  the  things  necessary  to  achieve  it,  which  are:  Sell- 
ing the  traffic  club ;  the  necessity  for  crystallization  and 
uniformity  of  views  even  at  the  sacrifice  of  some  indi- 
vidual preferences  as  to  detail ;  the  necessity  for  breadth 
of  vision  and  lack  of  selfishness  or  provincialism.  Of 
course,  the  success  of  the  plan  would  depend  on  the 
wisdom  and  energy  of  those  chos«n  to  execute  it.  If 
they  were  lazy  or  narrow  in  their  view  they  would  fail. 
But  that  is  true  of  any  enterprise.  Such  a  plan  would, 
of  course,  call  for  some  sort  of  national  organization  of 
traffic  clubs,  and  the  benefits  of  such  a  national  organi- 
zation would  be  felt  in  more  respects  than  the  one  I 
have  been  pointing  out.  though  that  one  is  sufficient 
justification  for  it. 

The  great  trouble  to  be  overcome  is  that  traffic  clubs 
and  their  members  do  not  take  themselves  seriously 
enough.  When  a  resolution  directed  at  some  matter  of 
public  transportation  policy  has  been  under  debate,  we 
have  known  members  of  a  traffic  club  to  say  they  did 
not  believe  the  members  were  competent  to  pass  on  the 
question.  We  challenge  such  a  statement  because  we 
kjIQHt  of  no  one  more  competent  to  pass  on  any  ques- 
tion than  the  men  who  wrestle  with  it  in  its  gripping 
effects  every  day  of  the  week,  and  because  we  know 
that,  aside  from  the  fact  that  they  are  dealing,  in  such 
discussions,  with  things  they  know  intimately,  members 
of  traffic  clubs  are,  as  a  class,  at  least  as  well  equipped 
with  general  intelligence  and  information  as  any  other 
class  of  men. 

We  have  also  heard  in  these  discussions  the  objec- 
tion that  traffic  clubs  were  going  outside  their  function 
in  attempting  to  decide  such  things  and  that  to  attempt 
to  deal  with  them  might  disrupt  the  organization.  As 
to  whether  the  club  is  going  outside  its  function  when 
it  does  such  things,  that,  of  course,  is  a  matter  of  opin- 
ion as  to  the  fact.  But  if  it  is  not  the  function  of  the 
club  now  we  want  it  to  be  the  function  in  the  future. 
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As  to  the  danger  of  disruption,  we  think  any  club  that 
cannot  survive  a  discussion  and  decision  on  any  matter 
of  broad  public  policy  in  which  its  members  are  inti- 
mately and  vitally  concerned,  is  not  worth  survival ; 
and  we  think  that  any  organization  with  the  potential 
power  of  the  traffic  club  that  shirks  its  splendid  oppor- 
tunity for  public  service — even  though  public  service  be 
not  its  primary  function — ought  also  to  die  the  death. 
Letting  "George"  do  it  is  the  crying  evil  of  this  coun- 
try. We  love  to  criticize  our  public  servants,  who, 
many  of  them,  are  doing  the  best  they  can  with  very 
little  information  or  knowledge.  The  thing  to  do  is  to 
give  them  the  information  and  guidance  they  need,  and 
then  criticize  them  harder  than  ever,  and  to  some  pur- 
pose, if  they  do  not  act  in  accordance  with  the  light 
that  is  given  them. 

One  may  ask  what  are  some  of  the  things  that  the 
traffic  clubs  could  accomplish  if  this  plan  were  adopted. 
In  the  first  place,  there  is  the  education  of  the  public 
and  many  of  their  own  members  to  the  broad  view  that 
the  real  transportation  problem  is  not  how  shippers 
may  get  lower  rates  or  carriers  make  more  money,  but, 
fundamentally  and?  broadly,  the  problem  of  assuring  to 
the  carriers,  under  private  ownership  and  operation, 
adequate  revenue,  and  assuring  to  the  shipping  public, 
at  the  same  time,  adequate  service  and  reasonable  rates. 
The  misunderstanding  of  this  fundamental  proposition 
is  responsible  for  the  great  majority  of  our  transporta- 
tion troubles.  The  carriers  don't  understand  it;  the 
shipper  doesn't  understand  it;  the  press  does  not  see  it; 
and  the  public  is  ignorant  about  it.  The  traffic  clubs 
should  grasp  the  problem  and  spread  the  light.  There 
could  be  a  little  argument  or  friction,  except  about  de- 
tails, if  this  or  some  similar  statement  of  principle  were 
generally  adopted  and  thoroughly  understood.  The 
traffic  clubs  here  can  do  a  work  of  education. 

There  is  the  matter  of  the  kind  of  appointments 
that  are  made  to  the  Commission.  One  president  is 
not  much  worse  than  another  in  the  system  or  lack  of 
system  he  uses  in  making  appointments  to  this  or  to 
any  other  body.  Appointments  are  made  on  account  of 
politics,  either  as  a  political  reward  for  the  man  ap- 
pointed or  for  the  man  who  wants  him  appointed. 

We  said  that  if  the  plan  of  Carl  Stripp  had  been 
adopted  and  followed  up,  President  Harding  might  have 
done  some  things  differently.  One  of  the  things  we  had 
in  mind  was  the  appointments  he  has  made  to  the  Com- 
mission. Some  of  them  have  been  fairly  good  and  some 
have  been  very  bad.  Few  of  them  have  been  ideal.  Is 
it  not  reasonable  to  suppose  that  if  he  had  had  the 
traffic  clubs  "on  his  back"  he  might  have  given  more 
serious  consideration  to  this  matter  and  that  the  result 
would  have  been  a  stronger  Commission?  To  what, 
for  instance,  is  attributed  the  President's  reappointment 
of  Commissioners  Hall  and  Aitchison?  Some  of  us  have 
reason  to  bjelieve  that  if  it  had  not  been  strenuously 
pointed  out  to  him  that  the  Commission  had  been 
greatly  weakened  and  that  it  would  be  exceedingly 
harmful  to  appoint  two  more  raw  recruits,  the  Presi- 
dent would  never  have  reappointed  Aitchison  and  Hall. 
Why  should  he?  He  had  his  own  friends  and  his 
friends'  friends.  We  do  not  mean  that  Aitchison  and 


Hall  are  ideal  appointments,  but  they  are  considerably 
better  than  some  other  things  that  might  have  hap- 
pened. The  President  needs  advice  and  suggestions  as 
to  his  appointments,  and  he  ought  to  have  them  from 
disinterested  sources.  Unless  he  has  them  he  cannot 
be  blamed  greatly  if  he  does  not  fully  appreciate  the 
necessity  for  selecting  men  with  transportation  knowl- 
edge and  experience  and  chooses  his  appointees  for 
other  reasons. 

There  has  been  ample  opportunity  for  the  kind  of 
sane  counsel  that  might  have  been  offered  by  the  traffic 
clubs  in  the  agitation  that  has  prevailed  in  these  last 
few  months  for  lower  freight  rates  based  on  the  theory 
that  the  high  rates  were  throttling  business  and  that 
they  were  not  justified  by  the  condition  of  the  carriers. 
The  clubs  might  have  performed  a  valuable  office  in 
educating  the  public  to  the  view  that,  though  rates  were 
undeniably  high,  and  perhaps  too  high  for  the  country's 
economic  good,  they  were  unavoidably  so,  generally 
speaking,  and  could  not  be  lowered,  if  the  carriers  were 
not  to  be  thrown  into  bankruptcy,  unless  operating  ex- 
pense could  be  reduced  through  the  lowering  of  the 
compensation  received  by  labor.  The  daily  press  has 
been  unusually  ignorant  and  blind  on  this  subject.  The 
President  has  fed  the  fire  with  his  ill-considered  utter- 
ances based  on  misinformation  or  no  information  at  all. 
It  is  not  to  be  wondered  at  that  the  public  has  been 
wrong. 

The  clubs  might  serve  a  useful  purpose  if  they 
would  get  into  the  ring  against  the  Railroad  Labor 
Board.  Some  of  them  have  adopted  resolutions  favor- 
ing throwing  this  body  into  the  discard;  but  such  reso- 
lutions have  probably  had  little  effect.  No  doubt  they 
have  been  forgotten  by  this  time. 

There  is  opportunity  for  the  traffic  clubs  to  do  a 
valuable  work  in  trying  to  put  a  stop  to  the  political 
rate-making  that  is  going  on,  not  only  in  the  education 
of  the  public  and  the  warning  of  the  members  of  the 
Commission  and  the  politicians  who  hold  office  in  Wash- 
ington, but  in  the  education  and  correction  of  railroad 
men  themselves — many  of  them  members  of  the  clubs — 
who,  perhaps  unwillingly,  but,  nevertheless,  surely,  are 
lending  themselves  to  this  system  of  political  rate-mak- 
ing by  doing  what  is  suggested  or  not  protesting  what 
is  proposed.  The  traffic  clubs  might  encourage  these 
railroad  brothers  to  stand  on  their  feet  and  put  up  a 
little  fight. 

We  have  just  experienced  the  best  opportunity  that, 
perhaps,  has  ever  been  offered  for  wise  and  courageous 
counsel  from  a  body  of  disinterested,  well  informed 
men.  The  country  has  been  in.  the  throes  of  another 
general  rate  inquiry.  It  has  been  and  will  be  long 
drawn  out  and,  no  matter  what  its  final  result,  business 
must  suffer  in  the  meantime  from  the  suspense.  The 
ring  is  filled  with  selfish  shippers  seeking  to  "get 
theirs";  timid  carriers,  fearing  to  antagonize  the  Com- 
mission, or  Congress,  or  their  patrons ;  on  the  bench  sits 
a  Commission  with  its  head  more  or  less  confused ;  on 
the  side  lines  sit  the  members  of  Congress  and  other 
office  holders,  waiting  to  wire  home  to  the  farmers  that 
they  have  brought  about  an  era  of  lower  prices  and  re- 
(Continued  on  page  450) 
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Current  Topics 

in  Washington 


Tax     Anything     But    Transportation. — In    the    search    for 
upon   which   to  lay   taxes  for   the   raising  of  money   for 

soldier  bonus,  no  one  has  publicly  advocated  re- imposition 
of  the  taxes  on  sums  paid  for  transportation.  It  is  about  the 
only  thing,  so  far  as  can  be  easily  recalled,  that  has  not  been 
mentioned  as  a  way  out.  Abstinence  may  be  due  to  a  gen-  i:il 
admission  that  rates  are  at  least  high  enough,  if  not  too  Inch. 
It  is  suggested  that  it  makes  no  difference  to  the  man  who  pays 
whether  the  amount  of  money  he  pays  goes  to  the  railroad  or 
part  to  the  railroad  and  part  to  the  government.  Therefore 
a  transportation  tax  is  a  part  of  the  rate  for  all  purposes  except 
Informing  the  man  whose  money  has  been  taken  as  to  its 
destination. 

Marketing  of  the  railroad  securities  held  by  the  govern- 
ment has  been  proposed  as  a  help.  It  has  been  proposed  even 
by  men  who  have  shuddered  at  the  idea  of  the  government 
Boating  a  sixth  loan,  just  as  If  there  were  any  real  difference 
between  the  government  selling  Its  own  bonds  and  the  bonds 
of  railroads  held  by  it  as  collateral.  Either  operation,  it  Is 
believed,  would  have  the  same  general  effect — that  of  depressing 
outstanding  issues  of  both  government  and  railroad  bonds,  and 
that.  too.  just  at  the  time  when  !he  people  appear  to  be 
accmulattng  a  bit  of  capital  for  investment  In  the  issues  of 
both  government  and  of  railroads,  as  shown  by  theln  riving 
prices.  While  no  one  has  had  the  temerity  to  suggest  a  tax 
on  transportation,  it  Is  the  general  Idea  in  Washington,  the- 
soldier  bonus  legislation  will  be  passed  regardless  of  the  prob- 
able bad  effect  upon  business,  which  President  Harding  and 
his  advisers,  possibly  for  political  reasons,  assert  has  taken 
an  upward  turn.  All  of  which  may  remind  several  men  of 
cynical  observation  that  he  who  desires  to  remain  a  pn> 
had  better  keep  away  from  the  national  capital. 

Cross-Examining  for  Wage  Information. — The  attorney  who 
tries  to  make  a  case  by  the  cross-examination  of  witnesses  for 

..iher  side.  It  has  been  remarked,  has  not  been  prominent 
In  the  general  rate  Inquiry  that  has  bei  n  going  nn  since  last 
December.  The  cross  exam Ina lion  has  been  meager.  "Further 
examination."  akin  to  examination  by  the  other  party,  by  com- 
missioner* has  been  more  marked  than  cross-examination.  As  a 
rale  they  have  desired  light  on  prices  and  wage*,  especially 
In  the  industries  for  which  the  witnesses  were  speaking.  In 
only  one  Industry  had  a  witness  been  unable  to  say  that 
waxes  In  the  industry  for  which  he  was  speaking  had  not 
been  reduced  from  the  peak.  That  was  coal.  Railroad  wages 
have  descended  a  little  from  the  peak,  but  the  rates  of  pay 
for  miners  and  mine  laborers,  as  a  general  thing,  have  not 

••  down  one  penny.  The  earnings  of  the  miners  and  mine 
laborers  has  fallen  from  the  peak  but  the  rates  have  remained 
•  rs  of  coal  have  had  to  stop  using  It  until  they  could 
accumulate  money  enough  to  buy  a  little  more.  That  fact,  tn 
be  sure,  has  not  been  brought  out  In  as  bald  a  form  as  that, 
but  th*-  testimony  Is  clear  that  farmers  burned  corn  because 
it  was  cheaper  than  coal.  It  Is  certain  they  will  not  buy  coal 
until  they  have  accumulated  money  <  nough.  by  selling  corn. 
to  enable  them  to  buy.  Shippers  have  testified  they  could 
not  ship  because  when  they  added  the  freight  rates  to  their 
other  rosts  they  had  nothing  left.  Therefore,  they  have  not 
hired  the  high-rated  rnglnemen.  firemen,  bntkemen  and  shop 
men  as  freely  as  they  did  in  .other  days  Therefore.  In  the 
vernacular  of  the  western  rallroaD  men.  the  "hog-head."  the 
"bake  head. '  and  the  "pin  head"  have  had  leisure  to  think 
about  public  questions  and  to  use  up  some  of  the  dollar*  they 
obtained.  In  other  days,  from  shippers  who  are  not  shipping 
now.  Their  leader*  have  continued  to  talk  about  a  "living 
wage."  just  as  If  that  were  something  that  could  be  obtained 
without  trading  an  equivalent  to  the  man  who  obtain*  the 
mts.ni!  of  living  from  nature.  Attorneys  for  the  labor  leaders, 
particularly,  have  refrnlnrd  from  any  effort  to  make  their  case 
by  cross-examining  the  farmers  and  shipper*  who  handle  farm 
products  about  wage*  In  other  Industries.  Those  other  in 

-.    In   effect,  are   complaining   against    the   wages   demanded 
by   the   railroad   laborers,   which    help   hold    up   rales   on    mlii'li 
shipper*   nave  declared,   under   oath,   they   cannot    do   bus  In  • 
It  I*  a  common  saying  among  law>-  lie  Is  a  fool   who 

cross-examine*  a  truth  telling  witness  That  may  be  why.  It 
has  be»n  suggested,  the  lawyer*  have  refrained  from  rross- 
examtnatlcn  on  wages 


clear"  if,  from  any  cause,  the  legislation  mentioned  by  John 
F.  Finerty  in  his  letter  to  the  Traffic  World.  February  11, 
p.  327,  was  not  passed.  Those  who  filed  suits  acted  on  the 
assumption  it  was  better  to  be  safe  than  sorry.  Columbus 
waited  eleven  years  on  the  courts,  much  to  the  sorrow  of 
tender  school  children  in  America  who  did  not  know  that 
their  own  Congress  dawdled  for  a  century  before  it  finally  dis- 
posed of  the  claims  growing  out  of  the  unofficial  war  with 
France  In  1798,  commonly  called  the  French  spoliation  claims. 
Failure  by  Congress  to  pass  the  bill  would  have  put  the  claims 
against  the  Director  General,  upon  which  suit  had  not  been 
entered  by  March  1,  in  the  class  of  extremely  doubtful  assets, 
such  as  the  French  spoliation  claims  were.  The  United  States, 
in  the  settlement  of  the  difficulty  with  France,  agreed,  as  nearly 
all  settlements  of  wars,  to  assume  and  pay  the  claims  Amer- 
icans had  against  France  by  reason  of  the  damage  done  to 
American  commerce,  especially  in  the  West  Indies,  before  the 
infant  American  navy  chased  Napoleon's  ships  out  of  those 
waters,  or  captured  them.  Any  man  who  has  ever  had  a  claim 
against  his  own  government  will  gladly  testify  that  It  is  a 
good  government  but  that  it  frequently,  if  not  all  the  time,  has 
bad  agents.  Thus  far,  in  the  eyes  of  some  if  not  many  claim- 
ants against  the  Railroad  Administration,  that  agency  of  the 
government  has  been  no  better  than  was  Congress  in  making 
appropriations  for  the  payment  of  adjudicated  French  spolia- 
tion claims. 


The  Poorest  of  the  Poor. — In  the  lime  that  has  elapsed  since 
the  Commission's  decision  In  the  New  England  division  case, 
no  one  has  come  forward  with  a  challenge  as  to  its  soundness. 
The  Inclination  apparently  has  been  to  dispose  of  the  matter 
by  quoting  from  the  burial  service,  "the  Lord  glveth;  the  Lord 
hath  taken  away."  It  generally  stops  there.  The  New  England 
roads  may  be  willing  to  finish  the  quotation,  but  not  the  lines 
west  of  the  Hudson  river.  It  Is  suggested,  however,  that  if  the 
Utter  do  not  bring  forward  something  that  will  persuade  either 
the  Commission  or  the  courts  the  ruling  is  wrong,  they  will 
be  assumed  to  have  assented  to  the  unquoted  part.  There  has 
been  some  comment  on  Commissioner  Hall's  suggestion  about 
his  colleagues  having  acted  on  the  assumption  that  the  New 
England  lines  needed  the  money,  to  the  effect  that  In  Ex  Pane 
H  the  Commission  concluded  all  the  railroads  needed  the  money 
and  therefore  gave  It  to  them;  that  It  then  assumed  the  needs 
of  the  New  England  lines  were  no  greater  than  those  of  other 
eastern  lines  and  therefore  gave  them  all  40  per  cent.  Now, 
however.  It  has  been  further  suggested.  It  has  changed  Its  mind 
and  held  the  New  England  lines  were  more  necessitous  than 
their  neighbors  In  the  East  to  the  extent  *f  15  per  cent  addition 
to  the  divisions  arrived  at  in  the  usual  way.  In  other  words, 
that  the  Commission,  in  accordance  with  section  15a  "initiated" 

.tin  rates  in  the  eastern  district,  and  then,  on  the  showing 
made  li>  the  \. »  Kngland  carriers,  "modified"  them.  So,  In 
the  language  of  the  politician,  "what  are  you  going  to  do  about 
li  — 


Suits  Filed   As  Safeguards. — It    Is   ihv  understanding  among 
those  Interested   that  a   good  many  *t>il»  have  been   ent-  re.' 
those  who  have  received  award*  of  reparation  running  against 
the  IHr«.  r«|.     They  acted  on  the  assumption  trmi   they 

wmild  not  be  hurt  by  so  doing,  and  that  they  would  be  "In  the 


Francis  B.  James  Makes  a  Prediction. — In  an  article  In  the 
New  Jersey  Ceremlst  of  recent  date.  Francis  B.  James  put  on 
the  look  of  a  prophet,  sans  whiskers  however,  to  say  "there  Is 
a  new  era  dawning  and  even  if  Congress  does  not  repeal  section 
15a  of  the  Interstate  commerce  act.  1920,  the  Interstate  Com- 
merce Commission  ha*  gleaned  new  light  upon  the  subject  and 
In  the  future  undoubtedly  will  give  a  new  Interpretation  and 
constructive  application  to  the  transportation  act  of  1920."  That 
was  his  conclusion  after  calling  attention  to  the  fact  that  the 
commercial  side  of  freight  rates,  In  the  last  few  years,  had 
been  Ignored  and  the  revenue  side  had  been  emphasized,  even 
to  the  point  that  the  Commission  In  Ex  Parte  74  seemed  to 
think  rates  and  revenue  were  synonymous  terms.  The  Interpre- 
taUHShSBiade  by  the  Commission  In  that  case,  according  to  Mr. 
James,  "froze  up  the  freight  rate  structure,  destroyed  Its  elastic- 
ity and  made  the  element  of  revenue  the  predominating  and 
rontrolllng  factor.  It  seemed  to  have  lost  sight  of  the  great 
principle  In  transportation— that  the  rate  should  not  be  made 
more  than  the  traffic  will  bear  and  confounded  high  rates  with 
high  revenue.  According  to  pure  mathematics  5  and  5  make  10. 
but  in  practical  everyday  economics  5  and  5  do  not  always 
make  10.  and  a  40  per  cent  Increase  In  freight  rates  does  not 
necessarily  mean  a  4ft  per  cent  Increase  in  revenue,  because 
such  Increase,  being  in  many  instances  more  than  the  traffic 
will  bear,  tend*  to  destroy  traffic,  and  not  promote  It." 

In  other  time*.  Mr.  Jame*  said,  executive  officers  of  the 
railroads  had  a  keen  sense  of  the  commercial  side  of  trans- 
portation. He  laid  ft  down  as  the  proper  principle  in  rate  mak- 
ing that  freight  rates  should  not  be  higher  than  the  traffic  will 
bear  "and  should  be  so  adjusted  a*  to  promote  the  diffusion  of 
industry  and  population."  presumably  without  much  attention  as 
to  whether  every  single  rate  brings  In  the  same  percentage  of 
return  on  the  Investment.  More  than  one  shipper,  however, 
including  Mr.  Jame*  himself,  has  called  attention  to  the  car-mile 
or  ton  mile  produced  by  a  particular  rate  or  body  of  rates,  sug- 
gesting that  It  wa*  too  high  because  It  yielded  a  higher  return 
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than  the  average  on  all  traffic.  Inasmuch  as  an  average  means 
that  half  the  rates  used  in  making  the  average  are  above  the 
flgure  representing  the  average  rate,  that  argument  could  be 
made  against  half  the  rates  in  the  country  today,  with  just  as 
much  logic  as  it  had,  as  a  rule,  in  the  cases  in  which  it  was 
used.  If  the  shippers  asked  to  pay  rates  higher  than  the 
average  would  recognize  as  just  a  rule  of  rate-making  that  would 
give  the  carriers  all  the  traffic  would  bear,  then  some  very  low 
ones  might  be  made.  However,  the  tendency  is  for  representa- 
tives of  shippers  to  frown  upon  every  rate  higher  than  the 
average,  as  being  prima  facie  unjust  and  unreasonable.  Then, 
when  a  given  rate  had  been  cut  because  it  was  above  the 
average,  other  rates  could  be  attacked  because  the  average 
would  be  lowered  and  so  on,  until  the  highest  charge  would  be 
naught  per  100  pounds  and  carriers  would  be  paying  shippers 
a  bonus  to  ship  certain  low-grade  commodities. 


Vale  R.  R.  A.! — The  native  Washingtonian  and  his  local 
government,  although  always  In  physical  touch  with  the  na- 
tional government,  is  slow,  so  slow  in  grasping  a  fact,  which, 
to  the  outsider,  is  one  of  the  most  obvious  of  all  things.  For  in- 
stance, it  is  only  within  a  week  or  ten  days  that  the  local  gov- 
ernment has  found  out  that  the  Railroad  Administration  no 
longer  is  "it"  as  a  governmental  body,  but  that  the  Commission  is 
"some  pumpkins."  It  has  labored  mightily  recently  and  come 
to  the  conclusion  that  the  street  car  stop,  which  was  placed  in 
front  of  the  Railroad  Administration  offices  in  the  days  of  its 
power  and  glory,  should  be  moved  half  a  block  eastward  so  as 
to  mark  the  front  door  of  the  Commission.  As  a  courtier,  one 
ready  to  cry  "The  king  is  dead,  long  live  the  king,"  the  Washing- 
ton local  government  would  be  at  the  foot  of  the  batting  list. 
In  the  days  of  the  Railroad  Administration  augusti  the  local 
government  reverently  planted  that  yellow  sign  in  front  of  the 
Director-General's  dodr,  and  the  commissioners  and  their  hum- 
ble assistants  paddled  across  the  mud  and  snow  of  Eighteenth 
street,  dodging  meanwhile  the  swift  automobiles  from  the  War 
Industries  .Board  and  the  Food  and  Fuel  Administrations,  glad 
to  be  allowed  to  live  on  the  street  with  the  mighty  ones.  Now, 
the  local  Washington  government  having  found  that  the  Rail- 
road Administration,  in  the  language  of  Dickens'  resurrection 
man,  was  not  "so  many,"  it  has  solemnly  decreed  that  the 
plebeian  street  car  shall  stop  in  front  of  the  Commission's  main 
door  instead  of  the  main  door  of  the  Director-General. 

A.  E.  H. 


REVENUE  FREIGHT  LOADING 

The  Traffic   World   Washington  Bureau 

A  substantial  increase  in  the  number  of  cars  of  revenue 
freight  loaded  was  reported  in  the  week  ended  February  11, 
the  total  being  788,412  cars  as  compared  with  753,886  cars  in 
the  week  ended  February  4,  an  increase  of  34,526  cars,  according 
to  the  weekly  report  of  the  car  service  division  of  the  American 
Railway  Association. 

The  loading  of  the  week  ended  February  11  exceeded  that 
of  the  corresponding  weeks  of  1921  and  1920,  the  loadings  in 
those  weeks  having  been  687,867  and  786,633  cars,  respectively. 

There  were  increases  in  the  week  ended  February  11  in 
the  loading  of  grain  and  grain  products,  live  stock,  coal,  forest 
products,  merchandise,  L.  C.  L.,  and  miscellaneous,  as  compared 
wjth  the  preceding  week,  and  a  decrease  in  the  loading  of  coke, 
with  ore  loading  at  the  same  flgure  of  the  preceding  week. 

Grain  and  grain  products  increased  from  48,969  to  55,914 
cars;  live  stock  from  27,998  to  30,274  cars;  coal  from  185,151  to 
192,167  cars;  coke  decreased  from  7,844  to  7.823  cars;  forest 
products  increased  from  50,204  to  52,638  cars;  ore  remained  at 
4,015  cars;  merchandise,  L.  C.  L.,  increased  from  218,571  to  222-, 
908  cars,  and  miscellaneous  increased  from  211,134  to  222,673 
cars. 

The  loading  by  districts  in  the  week  ended  February  11 
and  in  the  corresponding  week  of  1921  was  as  folows: 

Eastern  district:  Grain  and  grain  products,  10,939  and  6,127; 
live  stock,  2,785  and  2,902;  coal,  47,135  and  43,120;  coke,  1,698 
and  1,131;  forest  products,  5,935  and  8.517;  ore.  633  and  838; 
merchandise,  L.  C.  L.,  63,540  and  47,928;  miscellaneous,  62,415 
and  51,919;  total,  1922,  195,080;  1921,  162,482;  1920,  171,546. 

Allegheny  district:  Grain  and  grain  products,  2,827  and  1,687; 
live  stock,  2,573  and  2,872;  coal,  55,744  and  45,575;  coke,  3,887 
and  5,270;  forest  products.  2,881  and  2,575;  ore,  554  and  2,569; 
merchandise,  L.  C.  L.,  45,928  and  37,897;  miscellaneous,  46,822 
and  44,289;  total,  1922,  161,216;  1921,  142,734;  1920,  161,164. 

Pocahontas  district:  Grain  and  grain  products,  251  and  167; 
live  stock.  68  and  94;  coal,  25,250  and  13,753;  coke,  235  and  343; 
forest  products,  961  and  1,258;  ore,  20  and  51;  merchandise, 
L.  C.  L.,  5,530  and  4,267;  miscellaneous,  3,194  and  2,433;  total 
1922,  35,509;  1921.  22,366;  1920,  32.983. 

Southern  district:  Grain  and  grain  products,  5.441  and 
3.098;  live  stock,  2,389  and  1,796;  coal,  26,007  and  21,757;  coke, 
576  and  649;  forest  products,  15,242  and  12,629;  ore,  589  and  937; 
merchandise,  L,.  C.  L.,  36,913  and  34,112;  miscellaneous,  34,428 
and  33,136;  total,  1922,  121,585;  1921,  108,114;  1920,  125,950. 


Northwestern  district:  Grain  and  grain  products,  13,739  and 
9,730;  live  stock,  9,231  and  8,123;  coal,  9,699  and  6,006;  coke, 
1,033  and  1,617;  forest  products,  15,471  and  18,002;  ore;  397 
and  982;  merchandise,  L.  C.  L.,  25,429  and  23,831,  miscellaneous, 
26,845  and  27,167;  total,  1922.  101,844;  1921,  95,458;  1920,  114,748. 

Central  Western  district:  Grain  and  grain  products,  17,034 
and  9,299;  live  stock,  10,929  and  10,086;  coal,  22,825  and  16,570; 
coke.  252  and  292;  forest  products,  4,544  and  3,684;  ore,  900  and 
2,316;  merchandise,  L.  C.  L.,  29,819  and  28,975;  miscellaneous, 
28,794  and  28,462;  total,  1922,  115,097;  1921,  99,684;  1920,  118,018. 

Southwestern  district:  Grain  and  grain  products,  5,683  and 
4,549;  live  stock,  2,299  and  1,770;  coal,  5,507  and  4,596;  coke,  142 
and  96;  forest  products,  7,604  and  6,470;  ore,  922  and  401;  mer- 
chandise, L.  C.  L.,  15,749  and  16,155;  miscellaneous,  20,175  and 
22,992;  total,  1922,  58,081;  1921,  57,029;  1920,  62,224. 

Total,  all  roads:  Grain  and  grain  products,  55,914  and  34,657; 
live  stock,  30,274  and  27,643;  coal,  192,167  and  151,377;  coke, 
7,823  and  9,393;  forest  products,  52,638  and  53,135;  ore,  4,015  and 
8,094;  merchandise.  L.  C.  L.,  222,908  and  193,165;  miscellaneous, 
222,673  and  210,398;  total,  1922,  788,412;  1921,  687,867;  1920, 
786,633. 


FREIGHT  TRAFFIC  IN  1921 

The    Traffic    World    Washington   Bureau 

The  Association  of  Railway  Executives  has  issued  the  follow- 
ing statement,  which  is  based  on  computations  made  by  the 
Bureau  of  Railway  Economics  from  reports  to  the  Commission: 

Reports  just  received  by  the  Interstate  Commerce  Commission 
show  that  during  1921  there  was  a  falling  off  in  the  freight  traffic  of 
the  country  of  approximately  23.3  per  cent,  compared  with  the  vol- 
ume the  previous  year.  The  decline  was  the  greatest,  both  rela- 
tively and  absolutely,  that  the  railroads  of  the  United  States  have 
ever  suffered  in  the  course  of  a  single  year. 

The  net  ton  miles,  the  number  of  tons  of  freight  multiplied  by 
the  number  of  miles  carried,  totaled  344,167,000.000  during  the  past 
year,  or  104,390,000.000  less  than  in  1920. 

The  greatest  decrease,  the  reports  showed,  was  in  the  Eastern 
district,  where  the  net  ton  miles  for  the  past  calendar  year  amounted 
to  172.C94. 000.000,  a  reduction  of  55.906.000.000.  or  24%  per  cent,  com- 
pared with  the  year  before.  The  Western  district  came  next  with  a 
reduction  of  22%  per  cent,  the  net  ton  miles  totaling  127,044,000,000, 
which  was  36.910,000,000  below  1920.  A  falling  off  of  20.6  per  cent  was 
reported  by  the  carriers  in  the  Southern  district,  where  the  net  ton 
miles  totaled  44,729.000,000  in  1921,  compared  with  56,302,000,000  or  a 
reduction  of  11.574.000,000  net  ton  miles,  in  1920. 

Reports  for  December  last  from  all  but  one  road,  the  Detroit. 
Toledo  &  Ironton  Railroad,  showed  a  reduction  in  traffic  on  the  rail- 
roads of  the  nation  of  25.9  per  cent,  compared  with  the  same  month 
the  year  before.  The  net  ton  miles  for  December  for  the  railroads 
of  the  country  totaled  25,707,000,000,  which  was  8,963  000  000  under 
December,  1920. 

Freight  traffic  on  the  railroads  in  the  Eastern  district  fell  off  30  1 
per  cent  for  the  month  compared  with  December,  1920,  while  in  the 
Southern  district  a  decrease  of  22%  per  cent  was  reported.  Railroads 
in  the  Western  district  suffered  a  reduction  of  20.4  per  cent  in  traffic 

The  compilations  are  based  on  reports  from  carriers  representing 
a  total  mileage  of  233,459  miles. 


NOVEMBER  OPERATING  STATISTICS 

The    Traffic    World    Washington   Bureau 

Freight  revenue  in  November  of  182  Class  1  roads  amounted 
to  $340,324,550  as  against  $435,165,104  in  November,  1920,  and 
$3,618,597,130  in  the  eleven  months  ended  with  November  as 
against  $3,926,147,381  in  the  corresponding  period  of  1920,  accord- 
ing to  a  summary  of  revenue  traffic  statistics  issued  by  the 
Bureau  of  Statistics  of  the  Commission. 

The  reporting  roads  carried  144,092,000  revenue  tons  of 
freight  in  November  as  against  192,117,000  in  November,  1920, 
and  for  the  eleven  months  ended  with  November  1  517,432  000 
tons  as  against  2,038,832,000  in  the  corresponding  period  of  1920 

The  revenue  per  ton-mile  in  November  was  12.84  mills  as 
against  12.55  in  November,  1920.  and  the  eleven  months  it  was 
12.76  mills  as  against  10.38  mills  in  the  corresponding  period 
of  1920. 

Passenger  revenue  in  November  totaled  $82,535329  as 
against  $106.652,454  in  November,  1920,  and  in  the  eleven  months 
it  was  $1,063,940,165  as  compared  with  $1,170,548,481  In  the  cor- 
responding period  of  1920. 

The  revenue  passengers  carried  in  November  were  78  165  - 
000  as  against  96.921,000  in  November,  1920,  and  for  the  eleven 
months.  952,614.000  as  compared  with  1,133,535,000  in  the  cor- 
responding period  of  1920. 

The  revenue  per  passenger-mile  in  November  was  3.107 
cents  as  against  3.024  cents  in  November,  1920,  and  for  the 
eleven  months,  3.084  as  against  2.710  In  the  corresponding  period 


LABOR    BOARD-PENNSY    DISPUTE 

Hearing  on  the  question  of  dismissing  the  request  of  the 
Pennsylvania  System  to  have  its  temporary  injunction  restrain- 
ing the  Labor  Board  from  finding  it  in  violation  of  the  board's 
order  made  permanent,  is  now  scheduled  for  March  8.  A  pro- 
posed Investigation  of  the  conduct  in  office  of  Assistant  District 
Attorney  John  V.  Clinnin,  who  had  been  assigned  to  the  case  by 
the  Department  of  Justice,  is  supposed  to  have  caused  the 
postponement. 
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Decisions  of  Interstate  Commerce  Commission 


COAL  FROM  WESTERN  KENTUCKY 

On  further  hearing,  the  Commission  in  No.  11885.  West  Ken- 
tucky Coal  Bureau  vs.  Illinois  Central  et  al..  opinion  No.  7374. 
66  I.  C.  C.,  228-9.  has  modified  its  original  findings  in  62  I.  C.  C.. 
686,  to  permit  the  establishment  and  maintenance  of  a  rate  or 
not  more  than  $1.985  per  ton  on  coal,  from  western  Kentucky 
via  Thebes,  111.,  to  Festus  and  Crystal  City.  Mo.,  provided  such 
rate  is  not  exceeded  at  Intermediate  points.  The  Commission 
entered  an  order  permitting  the  defendant  carriers  to  establish 
on  or  before  April  20,  on  not  less  than  five  days'  notice,  a  rate  of 
$1.985  per  ton  of  2.000  pounds  for  the  transportation  of  coal 
from  mines  on  the  Illinois  Central  in  western  Kentucky  via 
Thebes,  111.,  to  all  points  on  the  St.  Louis-San  Francisco  Railway 
between  Festus  and  Balnbrldge,  Mo.,  inclusive  The  defendants 
asked  that  they  be  permitted  to  establish  the  rate  of  $1.985.  The 
Commission  said  the  adjustment  was  satisfactory  to  the  com- 
plainant. 


RATES  ON  COAL  TO  NEVADA 

In  a  report  and  order  In  No.  12171.  Public  Service  Commis- 
sion of  Nevada  vs.  Atchison.  Topeka  *  Santa  Fe  et  al.,  opinion 

7373,  66  I.  C.  C.,  216-26.  the  Commission  has  found  unrea- 
sonable rates  on  coal,  from  the  Castle  Gate  district  In  Utah  and 
Rock  Springs,  Wyo.,  to  certain  points  in  Nevada,  and  has  pre- 
scribed reasonable  rates,  which  the  defendant  carrier*  are  re- 
quired to  establish  on  or  before  April  22. 

The  complainant  alleged  that  the  rates  on  bituminous  coal 
from  mines  in  Utah  and  southern  Wyoming  to.  destinations  in 

ida  were  unreasonable,  unjustly  discriminatory  and  sub- 
jected the  State  of  Nevada  and  the  people  thereof  to  undue 


prejudice  and  disadvantage,  by  comparison  with  the  correspond- 
ing rates  to  destinations  of  similar  or  greater  distances  in  sur- 
rounding states. 

The  Commission  said  the  record  clearly  showed  that  Ne- 
vada was  surrounded  by  states  to  which  the  general  level  of 
coal  rates  was  materially  lower.  It  said  the  defendants  freely 
admitted  that  the  rates  on  coal  to  Nevada  were  higher  than  to 
points  in  the  northwest  generally,  and  undertook  to  justify  the 
disparity  by  the  relatively  light  tonnage  to  Nevada,  the  higher 
percentage  of  empty  return  haul,  and  the  lack  of  competition, 
which,  it  was  said,  resulted  In  depressing  the  rates  to  the  north 
and  the  west.  The  Commission's  conclusions  follow: 

\W  flnd  that  the  present  rate*  on  coal.  In  carloads,  from  the  Castle 
Gate  district  In  t'lah  and  from  Rock  Springs,  Wyo..  to  stations  in 
Nevada  on  the  main  line  of  the  Southern  Pacific,  on  the  WwtMn 
Pacific  and  to  McGIII.  Kant  Kly,  and  other  points  on  the  Nevada  North- 
em,  also  from  the  Caxtle  Gate  district  to  \.  \:.,i.-i  points  on  the  main 
line  of  the  Lo*  Angeles  *  Salt  Lake  and  to  Ploche.  N.-v..  are  un- 
reasonable and  that  reasonable  rates  for  the  future  will  be  the  fol- 
lowing amounts  per  ton  of  2.000  pounds:  To  points  between  Tecoma 
and  Tule.  Inclusive,  on  the  Southern  Paclflr  ami  t>eiween  Ola  and 

..nda.  Inclusive,  on  the  Western  Pacific.  $5. .in:  to  Wiimeinucca  $5.90; 
to  points  between  Benin  and  Reno,  Inclusive,  on  the  main  line  of  tin 
Southern  Pacific,  and  between  Krum  and  Reno,  Inclusive,  on  the 
Western  Pacific.  $6.25:  to  points  on  the  Ix>s  Angeles  &  Salt  Lake  be- 
tween Uen  and  Calient.-.  Inclusive,  nlso  to  Pi-  to  Ktna.  Tay- 
lor Sf.ur,  «nd  Stlne.  ${.£0:  to  points  between  Itoyil  ami  Roach,  Inclusive, 
on  the  main  line  of  the  I-o»  Angeles  &  Salt  1,-ike.  J7:  to  Mc<!IM  and 
Intermediate  points  on  the  Nevada  Northern.  $5.60  on  lump  and  $4.6(1 
on  slack,  run  of  mine,  and  nut:  and  to  East  Kly  and  points  beyond  on 
the  Nevada  Northern,  rates  that  ex«-.  •  .1  tin-  foreuolnjc  rates  to  McGIII 
by  the  amounts  which  the  present  rates  to  those  points  exceed  the 
present  rates  to  Mrtlill. 

The  above  findings  are  without  prejudice  to  the  conclusions  which 
may  be  reached  In  any  oilier  proceedings  as  to  the  general  level  of  the 
rates  on  coal  In  this  territory. 


Tentative  Reports  of  the  Commission 


RATES  ON  WOOL  TO  BOSTON 

Examiner  Richard  T.  Eddy  In  a  tentative  report  on  No.  12863. 
Boston  Wool  Trade  Association  vs.  Clyde  Steamship  Co.  el  al., 
baa  recommended  dismissal  of  the  complaint  on  a  finding  that 
charge*  collected  on  wool  from  Mertxon  and  Kerrvllle.  Tex.,  to 
Boston.  Mas*.,  rail  and  water.  Including  a  lighterage  charge  In 
New  York  harbor,  In  October  and  November.  1920,  were  not  un- 
reasonable. 

The  examiner  said  the  Clyde  line  was  erroneously  named  as 
a  party  defendant,  the  shipments  having  moved  by  rail  from 
Mertzon  and  Kerrvllle  to  Oalveston.  Tex.,  from  which  port  they 
were  bandied  directly  to  Boston  via  the  8.8.  Osnabaw  of  the 
Mallory  line.  The  latter  line  ordinarily  doe*  not  serve  Boston. 
the  examiner  said,  and  does  not  concur  In  rat«*  to  that  port  from 
Texas  ports.  He  said: 

Shipments  from  Texas  ports  rte«tlne,l  to  Boston  and  moving  vU 
that  line  are  customarily  linhi.  •-<!  In  New  York  harbor  for  handling 

••ton  by  other  steamer*.  Having  obtained  at  Galventon  a  com- 
plete cargo  of  wool  for  Boston  the  Oeaabaw.  on  this  particular  voy- 

was  handled  directly  to  that  port  without  stopping  at  New  York. 
•bee  no  tariffs  were  on  die  revering  such  a  movement  charges  were 


ollected   on  the  basis  of  the  lowest  applicable  combination  of  rates 
fork,   which,  en  shipments  from   Mertson.   was  as 
A  rall-and-water  carload  commodity  rate  of  II  »4.  Mrrtxnn  to 


to  and   from   New 

•  . 

New  l.llnheH    t-  .    and    the    .M.ill.,.* 

t«  lighterage  In  New  York  harbor  provided  In  Mallory  line  tariffs. 
and  a  proportional  rate  of  SI  cents  applicable  via  the  steamship  lines 
N'ew  York  and  Boston  on  traffic  reaching  Ntw  York  via  the 
Mallory  line.  The  complainant  objects  to  paying  for  a  lighterage 
service  which  was  not  performed  and  alleges  that  the  rat  •»  were 
iinr.  i*  :  !>>!•  •  •  •  •  '  •  ' 

The  examiner  said  the  situation  wa*  really  one  In  whk-h  the 
Mallory  line  had  performed  a  service  without  tariffs  lawfully 
on  file  and  that  by  doing  so  It  bad  subjected  Itnelf  to  the  penal- 
tie*  provided  for  a  violation  of  section  6  of  the  act,  a  matter, 
he  said,  to  be  dealt  with  by  the  Commission  through  Its  Bureau 
of  Inquiry.  He  said  the  Mallory  line,  however,  having  performed 
the  service,  was  entitled  to  reasonable  compensation,  and  that 
the  shipper  had  received  the  benefit  of  the  lowest  -applicable 
combination  of  rate*,  and  that  the  rail  lines  to  Oalveston  had 
received  their  lawfully  published  rates  up  to  that  point. 


CHARGES  ON  CARLOAD  LUMBER 

award  of  reparation,  based  on  a  holding  that  switching, 
demurrage,  penalty  and  transfer  charges  collected  on  a  carload 
of  lumber  from  Hoqulam.  Wash.,  to  Atchison.  Kan.,  transferred 
at  Cheyenne  to  another  car.  were  unlawful,  has  been  recom- 


mended by  Examiner  John  T.  Money.  In  a  tentative  report  on 
No.  12869.  Hlxon  Lumber  Co.  vs.  C.  B.  ffQ.  et  al.  The  charges 
found  unlawful  were  assessed  at  Cheyenne.  Wyo.  The  examiner 
said  the  Imposition  of  the  charges  was  the  direct  result  of  the 
Union  Pacific's  unlawful  refusal  to  permit  Its  cars  to  go  off  Its 
rails.  It  having  Issued.  In  January.  1920,  instructions  to  Its  agents 
prohibiting  the  furnishing  of  I'nion  Pacific  coal  cars  to  be  loaded 
with  lumber  or  lumber  products  for.  or  to  be  delivered  to  points 
on  other  carriers,  except  on  stub-line  connections  of  the  Union 
Pacific. 

The  examiner  said  the  issues  presented  were  substantially 
the  same  as  those  before  the  Commission  in  Schuette  &  Co.  vs. 
Director  General.  67  I.  C.  C..  709,  wherein  the  Commission 
awarded  reparation  In  the  amount  of  expense  incurred  for  trans- 
ferring shipments  of  lumber  at  Minnesota  Transfer.  Minn.,  from 
cars  of  the  originating  carriers  to  cars  of  other  carriers,  due  to 
the  operating  rules  or  the  originating  lines  prohibiting  their  cars 
from  moving  off  their  lines. 

"The  defendants  argue,"  said  he,  "that  this  case  should  be 
distinguished  from  the  case  just  cited  and  other  similar  cases, 
and  assert  that  It  was  nrlther  Intended  nor  did  the  rule  operate 
to  keep  the  coal  cars  of  the  I'nion  Pacific  upon  Its  own  rails,  but 
•was  simply  designed  to  confine  the  coal  cars  to  the  coal  truffle. 
Tb/f  "'°  did  not  confine  the  coal  cars  to  coal  traffic,  but  it 
aimed  only  to  prevent  coal  cars  when  loaded  with  lumber  from 
going  to  points  on  other  lines.  Such  a  distinction  Is  not  suf- 
ficient to  take  this  case  out  of  the  well-settled  principle  that  car- 
riers cannot  by  operating  Instructions  restrict  their  equipment 
to  their  own  rails  when  It  results  In  additional  expense  to  ship 
pers  when  they  publish  rates  to  points  on  the  rails  of  other 
carriers  and  do  not  publish  the  equipment  restriction  in  a  tariff  " 

The  examiner  held  that  the  complainant  Is  entitled  to  repara 
lion  of  $86.18  with  Interest  from  the  I'nlon  Pacific 


DEMURRAGE  ON  IRON  AND  STEEL 

Attorney-Examiner  Charlex  F.  (Jerry.  In  a  tentative  report 
on  No.  12725.  United  States  Steel  Products  Co.  vs.  Director- 
General.  as  agent.  Alabama  ft  Vlckxburg  ot  al.,  nan  proposed 
that  the  Commission  find  that  demurrage  charges  sought  to  be 
collected  from  complainant  on  shipment*  of  Iron  and  xtcel  arti- 
cles, from  various  points  eaxt  of  the  Mississippi  River  to  Japan, 
the  Philippines  and  other  far  rant  destinations,  via  the  ports 
of  Tacoma  and  Seattle.  Wash.,  were  Illegal  and  that  the  defend 
ants  be  directed  to  waive  the  collection  of  the  charges. 
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The  shipments  moved  on  shipping  receipts  or  domestic  bills 
of  lading  interchanged,  in  conformity  with  governing  tariffs,  for 
through  export  bills  of  lading.  The  shipments  were  consigned 
to  "order-notify"  parties  in  the  foreign  destinations,  via  the 
ports  of  exit  of  Seattle  and  Tacoma.  Wash.,  at  which  points  the 
demurrage  and  storage  charges  for  the  detention  of  the  ship- 
ments in  excess  of  free  time,  were  assessed  and  are  unpaid,  the 
examiner  said. 

Such  charges  were  legally  applicable  to  the  shipments,  the 
examiner  said,  but  the  defendants  failed,  in  conformity  with 
tariff  provisions,  to  notify  anyone  that  the  shipments  had  arrived 
at  Seatle  or  Tacoma  or  that  they  were  ready  to  make  delivery 
at  such  ports  of  exit,  and  that  therefore  the  charges  were 
illegal. 

CHARGES  FOR~CROSSING  RIVER 


her  28,  1918,  to  March  25,  1919,  inclusive,  be  denied,  has  been 
made  by  Examiner  Howard  C.  Faul  in  a  report  on  No.  12204, 
Gulf  Refining  Company  of  Louisiana  vs.  Director-General,  as 
agent,  Kansas  City  Southern  Railway,  et  al.  The  rate  charged 
was  the  applicable  combination  of  28  cents,  made  up  of  com- 
modity rates  of  13  cents  to  Houston  and  10.5  cents  beyond,  plus 
the  increase  of  4.5  cents  authorized  by  the  Director-General  in 
freight  rate  authority  No.  96.  The  examiner  said  that  at  the 
hearing  request  was  made  to  amend  the  complaint  by  adding 
after  the  complainant's  name  the  words  "in  behalf  of  Gulf  Re- 
fining Company,"  which  company  ultimately  bore  the  freight 
charges.  The  defendants  objected  to  this  request. 

The  complainants  offered  evidence  purporting  to  show  that, 
the  Gulf  Refining  Company  of  Louisiana  and  the  Gulf  Refining 
Company  are  virtually  one  company.  The  examiner  said,  how- 
ever, that  while  their  principal  officers,  with  the  exception  of 
the  secretary,  are  the  same,  the  two  companies  are  separately 

Prescription  of  reasonable  charges  for  the  future,  to  be  aj  incorporated;  that  neither  company  holds  stock  in  the  other; 
plied  to  traffic  crossing  the  Mississippi  River  at  various  points  and  tnat  separate  accounts  are  kept.  He  said  that  no  agency 
by  car  ferry  or  barge,  has  been  recommended  by  Examiner  War-  to  mli^e  claim  on  behalf  of  the  Gulf  Refining  Company  was 
ren  H.  Wagner  in  a  report  on  No.  12478,  allowances  of  mileage  established  of  record  and  its  existence  could  not  be  inferred; 
for  Mississippi  River  crossings.  The  report  also  covers  No.  and  tnat  jor  the  purpose  oj  this  complaint  they  eould  not  be 
12009,  Natchez  Chamber  of  Commerce  vs.  Natchez  &  Souther  considered  as  one  company.  The  examiner  said  that  the  time 
et  al.  This  proceeding  was  an  investigation  instituted  by  t  for  fiijng  complaints  for  reparation  on  account  of  damage  dur- 
Commission  to  determine  whether  the  allowance  of  20  construe-  jng  fe(jeraj  control  had  expired  when  the  request  was  made  to 
live  miles  for  crossing  the  Mississippi  River  by  car  I  amend  the  complaint  and  that,  so  far  as  the  Gulf  Refining  Corn- 

barge  was  reasonable  and  nondiscriminatory.     The  ferr  pany  was  concerned,  the  complaint  was  barred  by  the  statute 

sidered  operate  between  Vicksburg,  Miss.,  and  Delta  ]  aint,  La.,  of  ]jmjtatjOns.  He  said  the  lower  rate  for  which  complainant 
where  the  Alabama  &  Vicksburg  and  Shreveport  &  1  contended  was  subsequently  established  and  that  no  necessity 

between   Natchez,   Miss.,   and   Vidalia.    La.,   where   the   .  appeared  for  a  finding  of  whether  the  rate  charged  was  unrea- 

Pacific    crosses;    between    Angola   and    Naples,    La.,    where  sonable  or  otherwise  unlawful. 

Louisiana    Railway    &    Navigation    Company    crosses; 

Baton  Rouge  and  Anchorage,  La.,  where  Morgan's  Louisiana  &  T?  A  TTPQ    TTT?r»M    ^iV^  ATTHMA    TH    TFY  A  Q 

Texas   and  Gulf  Coast  lines  cross;  between  Harahan  and  Avon-  KA  1  tLb   £  KUM    UKLAMUMA    1U    IJ^AAb 

dale   La    (used  principally  for  passenger  traffic) ;   between  New  in  a  report  on  No.  12090,  Oklahoma  Traffic  Association  vs. 

Orleans  and  Algiers,  La.,  where  the  Southern  Pacific  crosses;  c.  R.  I.  &  P.  et  al.,  Examiner  Richard  T.  Eddy  has  recommended 
and  between  New  Orleans  and  Gouldsboro,  La.,  where  the  Texas  the  Commission  "find  that  class  and  commodity  rates,  from  Okla- 
&  Pacific  and  Missouri  Pacific  cross.  homa  City,  Okla.,  to  points  in  Texas  on  the  Chicago,  Rock  Island 

The  20  mile  allowance  applies  only  on  traffic  moving  under  &  guif  Raiiway,  Amarillo,  and  east  thereof  to  and  including 
class  and  commodity  scales,  and  is  added  to  the  distance  from  Benonine,  a  distance  of  110  miles,  are  not  unreasonable  or  un- 
or  to  the  opposite  bank  point.  At  Memphis  and  other  poin'  duly  prejudicial.  On  traffic  from  Oklahoma  City  the  points  of 
farther  north  there  are  bridges  over  which  the  railroads  handle  destination  mentioned  are  in  what  is  known  as  differential  terri- 
their  traffic  across  the  river.  tory,  and  take  higher  rates  than  stations  in  common-point  terri- 

The  examiner  said  that  reasonable  charges  for  the  future  tory.  From  other  points  of  origin,  such  as  Kansas  City,  Wichita 
would  be  not  in  excess  of  those  contemporaneously  applied  at  an(j  Shreveport,  these  points  take  common-point  rates.  The 
Memphis,  to  be  added  to  .the  charges  computed  under  distance  complaint  alleged  that  this  situation  subjected  Oklahoma  City 
scales  from  and  to  the  west  bank  points.  The  charges  applicabl<  lo  umjue  prejudice,  which  the  Commission  was  asked  to  remove 
at  Memphis,  which  the  examiner  said  will  be  reasonable  for  the  hy  reqUiring  the  carriers  to  include  the  territory  in  question 
future,  are  as  follows:  within  common-point  territory.  In  conclusion  the  examiner  cited 

CLASS — (Carload,  except  as  otherwise  provided  below)  the  Commission's  decision  in  Railroad  Commission  of  Louisiana 

Classes   1  2          3          4  5        vs.  A.  H.  T.  Ry.  Co.,  48  I.  C.  C.,  312,  wherein  the  Commission  at 

Rate,  in  cents  per  100  pounds 5%        5Vfe        5^4        3%        3V4       page  344  said: 

CM3SSGS  "•  •" 

Kate,  in  cents  per  100  pounds. whjl     tn         j  ,    m  thi     ,.ecord  to  indicate  the  propriety  of  a 

Less  than  carload,  except  as  otherwise  provided  general  scheme  of  class  rates  which  recognizes  no  difference  between 

conditions   in   western   Texas   and   those   in    the    rest   of   the   state,    a 

COMMODITY — (Carload  shipments  only,  except  as  noted)  "straight  distance  scale."  as  it  was  called,  we  can  not  disregard  the 

evidence  as  to  low  density  of  traffic  and  sparsity  of  population  in  most 

(In  cents  per  100  o;  this  western  region  and  the  adverse  operating  conditions  encount- 
pounds,  except  as  ered  by  some  of  the  roa<js  serving  it.  We  are  not  convinced  that  the 
otherwise  noted).  time  is  at  hand  when  so  radical  a  change  can  be  made  in  the  long 

Brick    j  established    class    rate    system    applicable    on    shipments    to    and    from 

Cement    •*%        Texas. 

Cinders    •  

g^.~^.^.^^.^.r.?r^.^~::::::::±:::::::1 ;  REPARATION  ON  LUMBER 

Coal   and  coke ' 

Cotton  or  cotton  linters,  any  quantity 3M-  In  a  report  on  No.  12534,  Baker  Reid  Lumber  Co.  et  al.  vs. 

Cottonseed ^. .. ..  — . . ... ............  • -^  • -^ —  Baltimore  &  Ohio  et  al.,  Examiner  Warren  H.  Wagner  has  rec- 

FerUUzer  ommended  a  holding  that  the   combination  to  and  from   Cairo, 

Grain  and  grain'products  '.'.'.'..'.'.'.'.'.'.'.'.'.'.'.'.'.'. :  111.,  of  15  cents  and  14.7  cents,  respectively,  was  legally  applica- 
ble on  lumber  shipped  June  28,  1917,  from  Perry's  Mills,  Ala., 

Hay"          '.'.'.'.'.'.'.'.'.'..'.'.'.'.'.'.'.'.'..'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.!'.'.'.'.'.'.'.'.'.'.'.'.'.    2  via  East  St.  Louis  to  Detroit.     He  also  recommended  a  finding 

Ice :  by  the  Commission  that  the  through  rate  of  30  cents  was  legally 

2  applicable  on  lumber  shipped  March  13,  1920,  from  Wetumpka. 

^"to^<S^W*^i1^l^MdU^tw;pOT-1^::;^9jfc  Ala.,   via  East   St.   Louis   to   Dayton,    O.     He   recommended   an 

Live  stock,  less  carload:  award  of  reparation  down  to  the  bases  indicated. 

The  question  at  issue  was  as  to  whether  the  Cairo  combina- 

Three"  animate ' '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '.  '. '. '. '. '. $  5.50  tion  applied  via  East  St.  Louis  on  traffic  from  Alabama  to  Day- 

Kour  animals,  or  more Carload  rate  ton   and    Detroit.     The    carriers    said   they   never   intended    the 

Lumber  and  articles  taking  same  rates :  ,.ates  to  Detroit  and  Dayton  to  apply  that  way.     The  examiner. 

^nway'Mui^raVVcoWmerclaii.'g'taiiaard'gange:''  resting  his  assertion  upon  Boldt  Co.  vs.  P.  C.  C.  &  St.  L.,  42 
Fright,  caboose  or  way  cars,  per  oar $  3.50  I.  C.  C.  308,  said  tariffs,  however,  were  to  be  construed  accord- 
Baggage,  mailer  express  cars,  per  car...  'in'oo  ing  to  their  Ian8ua£e  and  that  the  Intention  of  framers  was  not 
sfe^m  ihovets\  derrick  cars  and  crane  cari,  per  car. . i  ".$17.00  controlling.  The  shipment  from  Perry's  Mill  was  originally 

Locomotive  and  tender $17.00  billed  to  East  St.  Louis  and  reconsigned  upon  instructions  from 

Kir.,    brewers'  rice  or  rice  meal the  consignee,  to  Detroit.     Charges  to  East  St.  Louis  were  at 

Transcontlnr'ntal  freight  'aii'kin.is.'  V.nUmd! '. '. '. '. '. '. '. '.                           3H  the  rate  of  22  cents  on  57,300  pounds,  while  the  charges  beyond 

Wood,  for  fuel  .' '. '. '.'.'..'.'.'.'.'.    ':  were   assessed   on    60,000   pounds   at   a   rate   of   12.6   cents.     In 

wooden  ties  addition  a  demurrage  charge  of  $4  assessed  at  East  St.  Louia 

'  '"SK  '•""'  and  a  like  charge  at  Detroit,  through  the  error  of  the  defend- 

TT^TTXTTTTV    HTT    HTT     rTlPPHT?  A  TTr»\TQ  ants'  agents.     The  complainants  contended  that  upon  a  proper 

interpretation  of  the  tariff,  lumber  from  Perry's  Mill  to  Detroit 

A  recommendation  that  reparation  on  an  alleged  unreason-  was   entitled    to   move   at   the  lowest   combination   based   upon 

able  rate  charged  on  89  tank-car  loads  of  fuel  oil,  shipped  from  either  Ohio  or  Mississippi  River  crossings.     The  Cairo  combina- 

Mooringsport,  La.,  to  Saspatnco,  Tex.,  in  the  period  from  Decent  tion  was  the  lowest  for  the  shipments  through  East  St.  Louis. 
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The  shipment  from  Wetumpka  was  billed  to  Herrick,  HI., 
mod  thence  reconsigned  to  East  St.  Louis  because  there  was  an 
embargo  against  Herrick.  From  East  St.  Louis  the  shipment 
was  reconsigned  to  Dayton.  The  routes  of  movement  were  131.2 
and  148.7  per  cent  of  the  short  line  routes.  The  examiner 
•aid  the  Commission  should  hold  there  were  no  restrictions  on 

routing  and  therefore  the  combination  claimed  was  applica- 
ble upon  the  shipments  as  hereinbefore  indicated. 


FARES  FOR  CARETAKERS 

Examiner   Charles   R.    Seal   in    a   tentative   report   on    No 
: : .  Western  Meat  Co.  et  al.  vs.  Director  General,  as  agent, 
•hern  Pacific  et  al.  has  recommended  dismissal  of  the  com- 
i.Uint  on  a  holding  that  defendant's  practice  during  the  period 
'mm  January  1.   1920.  to  September  18,  1920,  of  retaining  pas- 
••r  fares  of  caretakers  sent  by  complainants  to  accompany 
shipments   of   live   stock   from   points   of   origin   in    California, 
'la  and  Utah,  and  the  charges  so  retained,  was  not  unrea- 
sonable or  otherwise   unlawful.     The  examiner  said   that  car- 
-   generally  provided  for  the  free  return  transportation  of 
caretakers  who  have  accompanied  shipments  of  live  stock  to 
market,  and  that  defendants  further  provided,  prior  to  December 
31.  1919,  for  the  refunding  of  passenger  fares  of  caretakers  sent 
to  points  on  the  Western  Pacific  and  points  on  the  Southern 
Pacific  to  accompany  shipments  consisting  or  two  or  more  cars 
of  live  stock.     Effective  on  that  date  they  cancelled  the  rule 
idlng  for  such  refund.    The  rule  was  restored  by  the  West- 
•  rn   Pacific,  effective  September  12.   1920.  and  by  the  Southern 
Pacific,  effective  September  18,  1920.     The  examiner  said  the 
prior  existence  and  subsequent  establishment  of  the  refunding 
rule  did   not   necessarily  establish   complainant's   right   to   the 
benefit  thereof  during  the  period  It  was  not  In  force. 


RATES  ON  SILICA  SAND 

In  a  report  proposed  on  further  hearing  on  No.  10927,  the 
Silica  Sand  Producers'  Association  of  Illinois  vs.  Director-Gen- 
as  agent,  C.  B.  A  Q.  et  al.,  Attorney-Examiner  A.  R.  Mack- 
Ivy  has  recommended  that  the  carriers  be  directed  to  remove 
fourth  section  departures  which  were  discussed  on  rehearing. 
In  the  original  report.  58  I.  C.  C.  649,  and  In  a  report  on  further 
hearing,.  80  I.  C.  C.  453,  the  Commission  corrected  an  undue 
against  the  Ottawa,  111.,  district  and  an  undue  pref- 

••e  of  the  Gray's  Summit.  Silica  and  Pacific,  Mo.,  district. 
In  the  rates  on  silica  sand  to  points  east  of  the  Indiana-Illinois 
state  line.  The  examiner  said  that  on  petition  of  the  complain- 
ant thr  case  was  reopened  with  respect  to  allegations  that  the 
rates  from  the  Ottawa  district  exceeded  the  aggregate  of  tin- 
Intermediate  rates  and  did  not  conform  to  the  long-and-short- 
haul  clause  of  section  4  of  the  act. 

"According  to  a  check  of  the  complainant's  exhibits,"  Mr. 
Markley  said,  "made  by  the  defendants  since  the  hearing,  and 
largely  confirmed  by  our  tariff  check,  some  of  the  departures  al- 
leged do  not  exist,  or  are  based  on  aggregates  of  Intermediate 
rates  over  unworkable  or  unused  routes,  and  some  of  the  actual 
departures  have  been  corrected.  The  defendants  express  their 
willingness  to  correct  other  departures  that  may  be  called  to  their 
attention.  The  defendants  will  be  expected  to  revise  their  rates 
In  accordance  with  the  requirements  of  the  fourth  section.  If 
thin  Is  not  done  with  reasonable  promptness,  appropriate  action 
will  be  taken." 


REPARATION  ON  GRAIN 

A  recommendation  that  an  award  of  reparation  be  made  on 
raents  of  grain,  from  Illinois  points  via  Peoria.  111.,  to  points 
intern  trunk  line  territory,  has  been  made  by  Examiner  John 
lowell.  In  a  tentative  report  on  further  hearing  In  No.  - 
Peoria  Board  of  Trade  vs.  Atchlsnn,  Topeka  A  Santa  Fe,  Director 
•  ral.  as  agent,  et  al.    The  examiner  said  that  In  the  original 
report  the  Commission  had  found  that  from  an  extensive  territory 
surrounding  Peoria.  111.,  the  joint  through  rates  on  grain  to  east- 
ern trunk  line  territory  were  greater  than  the  aggregates  of  the 
rates  which  would  have  been  applicable  on  Interstate  traffic  to 
from  Peoria  had  the  Joint  rates  been  canceled,  and  held  that 
>  Joint  rates  had  been,  were  and  would  be  unreasonable  to 
that  extent.    It  also  held  that  the  record  afforded  no  basis  for 
reparation  <.">  I    r.  C  .  42).     The  case  was  reopened  for  further 
hearing  on  the  question  of  reparation.     The  examiner  said  the 
Commission  should  find  that  the  complainants  made  shipments 
during  the  period  from  September  27.  1913.  to  September  20,  1920, 
and  paid  and  bore  the  charge*  thereon,  and  that  they  were  dam- 
aged by   reason   of  the  exaction  of   charges   higher   than   those 
found  reasonable  In  the  original  report,  and  that  they  are  entitled 
to  reparation  with  Interest. 


TITHING  OF  COAL  AT  PHILADELPHIA 

Examiner  J.  I'  MrGrath  has  recommended  an  award  of 
reparation,  in  a  tentative  report  on  No.  12736.  George  B.  Newton 
Coal  Co.  vs.  Director  General,  as  agent,  and  the  Pennsylvania, 
on  a  finding  that  charges  assessed  for  the  movement,  from 


Angora  to  Paschal  and  52nd  street,  points  within  the  corporate 
limits  of  Philadelphia.  Pa.,  of  certain  carloads  of  anthracite  coal, 
originating  at  mines  in  Pennsylvania,  were  illegal.  The  com- 
plainant alleged  that  a  rate  of  $1.20  per  long  ton  and  the  recon- 
signment  charge  of  $5  per  car  assessed  on  the  reconsigned  move- 
ments were  illegal  and  unreasonable.  The  examiner  sustained 
a  contention  of  the  complainant  that  under  a  reconsignment 
tariff,  providing  that  cars  which  had  been  placed  for  unloading 
and  subsequently  reforwarded  without  being  unloaded  to  a  point 
within  the  switching  limits  of  the  billed  destination,  would  not  be 
subject  to  reconsignment  charge,  but  would  be  subject  to  the 
switching  or  local  rate,  in  addition  to  the  rate  from  point  of 
origin  to  billed  destination,  and  that  where  no  switching  tariff 
was  in  effect  the  charge  would  be  10  cents  per  ton  of  2,000 
pounds,  minimum  $5  per  car.  The  examiner  said  there  was  no 
switching  tariff  on  coal  in  effect  from  Angora  to  52d  street  and 
Paschal.  He  found  that  the  charges  assailed  were  illegal  to  the 
extent  that  they  exceeded  10  cents  per  ton  of  2,000  pounds, 
minimum  $5  per  car.  and  that  reparation  should  be  made  to  that 


RATES  ON  FRESH  MEATS,  ETC. 

Examiner  J.  Edgar  Smith,  in  a  tentative  report  on  No.  12625. 
Corn  Belt  Packing  Co.  et  al.  vs.  Ann  Arbor  et  al.,  has  recom- 
mended a  holding  that  rates  on  fresh  meats,  packing  house  prod- 
ucts and  similar  articles,  from  Dubuque.  la.,  to  Chicago,  III., 
and  Chicago  rate  territory,  to  Rockford,  111.,  and  to  certain  points 
in  Wisconsin,  are  unreasonable,  the  Wisconsin  points  being  Fond 
du  Lac.  Green  Bay.  Appleton.  Wausau  and  Sheboygan. 

The  examiner  said  the  defendants  proposed  to  rectify  ilir 
l>r>  sent  tfndue  prejudice  in  rates  to  Wisconsin  points  by  placing 
rates  from  Dubuque  to  those  points  upon  the  same  level  as  from 
St.  Paul.  Austin  and  Wlnona.  and  from  Mason  City,  la.  He  said 
I  he  agreed  basis  for  rates  from  Dubuque  to  Fond  du  Lac,  Green 
Bay.  Appleton.  Wausau  and  Sheboygan  was  30.5  cents  on  fresh 

•s  and  27  cents  on  packing  house  products,  and  that  the 
Commission  should  find  these  rates  to  be  reasonable. 

The  examiner  recommended  that  the  Commission  find  that 
I  he  reasonable  rates  on  fresh  meats  and  packing  house  products 
to  apply  from  Dubuque  to  Chicago  are  22  cents,  or  1  cent  lesa 
lhan  from  Cedar  Rapids;  and  to  Rockford  19  cents,  or  4  cents 
less  than  from  Cedar  Rapids. 

REPARATION  ON  SORGHUM  SEED 

A  recommendation  that  the  Commission  find  that  rates  on 
Sorghum  seed  from  April,  1917,  to  March  SO,  1920,  and  on  sudan 
seed  since  July  1.  1919.  from  Texas  po^ts  to  Atchison.  Kans., 
Knni-flfl  City,  Mo.,  and  Lawrence,  Kann%  were  and  are  unrea- 
sonable to  the  extent  that  they  exceeded  or  exceed  the  rates 
contemporaneously  maintained  by  defendants  on  grain,  minimum 
40,000  pounds,  and  that  for  the  future  they  will  be  unreasonable 
to  the  extent  that  they  exceed  the  rates  on  wheat  In  effect  prior 
to  the  general  reduction  ordered  by  the  Commission  In  Rates 
on  Grain.  Grain  Products  and  Hay.  64  I.  C.  C.  85.  and  award 
reparation  has  been  made  by  Examiner  John  A.  McQuillan  in  a 
tentative  report  on  No  12<53.  Mangelsdorf  Seed  Co.  vs.  Santa 
Fe  et  al.  Tin-  report  also  embraces  No.  12653,  Sub  No.  1, 
Same  vs.  Director  General;  No.  12695.  Rudy-Patrick  Seed  Co. 
vs.  I.  A  G.  N.  et  al..  and  No.  12695,  Sub  No.  1,  Same  vs.  Director 
General.  Conditions  respecting  grain  and  Its  products  were 
shown  to  extol  In  the  Western  grain  rate  case,  the  examiner 
said,  which  the  record  In  the  Instant  case  did  not  disclose  with 
respect  to  the  seed  In  question. 


JOINT  RATES  ON  GRAIN 

Attorney-Examiner  A.  R.  Mackley,  in  a  tentative  report  on 

No.  11752,  Fort  Worth  Freight  Bureau  vs.  Beaumont,  Sour  Lake 

ftWeatern  et  al.,  has  proposed  the  following  findings: 

"^Toi 


rates  on  grain  and  grain  products,  from  points  on  the 
Chicago.  Rock  Island  &  Pacific  Railway  in  Oklahoma,  Kansas 
and  other  states  to  points  on  the  Gulf  Coast  Lines  east  of  Hous- 
ton. Tex.,  to  which  Joint  rates  now  apply  via  Eunice,  La.,  a 
reasonably  direct  route,  not  required  to  be  established  also  via 
Fort  Worth. 

Joint  rates  on  grain  and  grain  products  from  the  same 
p»mts  of  origin  to  points  on  the  Gulf  Coast  Lines  south  of 
Houston,  to  which  the  reasonably  direct  route  Is  through  Fort 
Worth,  required  to  be  established  via  .Fort  Worth. 

"For  the  Kock  Island  to  withdraw  transit  arrangements  under 
the  Joint  rates  herein  required  to  be  prescribed,  on  the  basis 
effective  In  connection  with  other  Joint  rates  of  that  carrier, 
to  which  reference  Is  made  In  the  report,  would  be  to  subject 
points  on  the  Gulf  Coast  Lines,  as  consuming  markets,  and 
Fort  Worth,  as  a  transit  point,  to  undue  prejudice  and  disad- 
vantage. and  give  to  the  consuming  markets  and  transit  points 
benefited  by  th<-  other  Joint  rates  nn  undue  preference  and 
advantage." 

The  Commission  was  asked  to  establish,  on  grain,  from 
points  on  the  C.  R.  I.  &  P.  In  Oklahoma.  Missouri.  Iowa.  Kansas 
and  other  states,  to  points  on  the  Gulf  Coast  Linen,  extending 
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from  Brownsville,  Tex.,  to  New  Orleans,  La.,  inclusive,  the  same 
basis  of  joint  rates,  with  transit  at  Fort  Worth,  Tex.,  that  ap- 
plies to  the  same  destinations  from  points  on  other  lines  in 
the  same  states,  including  the  Gulf,  Colorado  &  Santa  Fe,  the 
St.  Louis-San  Francisco  and  the  M.  K.  &  T.,  and  that  applies 
from  points  on  its  own  lines  to  destinations  on  certain  lines  in 
Texas  other  than  the  Gulf  Coast  Lines. 

Mr.  Mackley  said  one  reason  for  the  Rock  Island  withhold- 
ing the  joint  rates  was  the  alleged  lack  of  commercial  necessity 
therefor,  inasmuch  as  grain  from  points  on  its  line  can  now 
be  shipped  to  points  on  the  Gulf  Coast  Lines  on  the  basis  de- 
sired, due  to  preservation  of  identity  of  inbound  grain  not  being 
required  under  transit  regulations.  He  said,  however,  that  ap- 
parently the  main  reason  was  the  carriers'  inability  to  agree 
on  divisions  which  have  been  the  subject  of  negotiations  between 
them  since  1915. 

"The  record  indicates  that  instances  do  arise,  and  are  al- 
ways to  be  feared,"  said  he,  "in  which  inbound  expense  bills 
of  other  lines  parties  to  joint  rates  are  not  available  for  the 
outbound  shipment  of  Rock  Island  products  at  the  balances  of 
those  rates,  and  that  to  insure  the  required  surplus  would  entail 
additional  expense  in  enlarged  storage  facilities  and  grain  ac- 
cumulation. An  outlet  for  Rock  Island  grain  should  not  be 
made  dependent  upon  the  use  of  joint  rates  of  other  lines 
through  the  manipulation  of  expense  bills.  Nor  should  it  be 
withheld  because  of  the  disagreement  of  carriers  over  divisions." 


RATES  ON  COAL  FROM  WILLARD,  KY. 

Following  Little  Fork  Coal  Co.  vs.  E.  K.  Ry.  Co.,  59  I.  C.  C. 
693,  Examiner  John  T.  Money,  in  a  tentative  report  on  No.  12901, 
Willard  Coal  Co.  et  al.  vs.  Eastern  Kentucky  Railway  Co.,  Di- 
rector-General, as  agent,  et  al.,  has  proposed  that  the  Commis- 
sion find  that  rates  on  coal,  -from  Willard,  Ky.,  to  certain  des- 
tinations in  Kentucky,  during  federal  control  were  unreasonable, 
and  that  rates  on  coal,  from  Willard  to  Cincinnati,  O.,  and  other 
destinations  in  central  territory,  were  unreasonable  and  unduly 
prejudicial,  and  awar.d  reparation. 

"The  facts  of  record,"  the  examiner  said,  "do  not  justify 
conclusions  different  from  those  in  the  Little  Fork  case.  Fol- 
lowing that  case,  it  is  recommended  that  the  Commission  find 
that  the  rates  charged  on  the  shipments  to  Covington,  Newport 
and  Russell,  Ky.,  were  unreasonable  to  the  extent  they  exceeded 
the  group  4  rates  contemporaneously  maintained  on  like  traffic 
from  Hitchins  to  the  same  destinations;  and  that  the  rates 
charged  on  the  shipments  to  Cincinnati,  O.,  and  the  other  points 
in  central  territory  were  unjust,  unreasonable  and  unduly  preju- 
dicial to  the  extent  they  exceeded  the  rates  contemporaneously 
maintained  on  like  traffic  from  mines  in  the  groups  designated 
in  the  tariffs  of  the  Chesapeake  &  Ohio  as  Nos.  2,  3,  4  and  5,  and 
from  mines  served  by  the  Ashland  Coal  &  Iron  Railroad,  Millers 
Creek  Railroad,  Long  Fork  Railroad,  and  Sandy  Valley  &  Elk- 
horn  Railway  to  the  same  destinations.  It  is  recommended  that 
the  Commission  further  find  that  the  shipments  were  made  as 
described;  and  that  complainants  were  damaged  and  are  en- 
titled to  reparation,  with  interest,  in  the  amount  of  the  charges 
assessed  on  the  shipments  by  the  Eastern  Kentucky  Railway 
for  the  hauls  from  Willard  to  Hitchins,  Ky." 


ALLOWANCE  FOR  ELEVATOR  SERVICE 

Examiner  G.  H.  Mattingly,  in  a  report  on  No.  12818,  Key- 
stone Elevator  &  Warehouse  Co.  vs.  Director-General,  as  agent, 
and  Pennsylvania  Railroad,  has  recommended  that  the  Commis- 
sion dismiss  the  complaint,  which  alleged  that  the  allowances 
paid  to  the  complainant  by  the  Director-General,  for  services 
rendered  by  the  complainant  at  its  elevator  at  North  Philadel- 
phia, from  July  1,  1918.  to  August  6,  1919,  inclusive,  were  unjust 
and  unreasonable  to  the  extent  that  they  were  less  than  50 
cents  a  net  ton  of  freight  handled.  On  August  7,  1919,  its  al- 
lowances were  increased  to  50  cents  a  net  ton,  and  the  director 
of  traffic  of  the  Railroad  Administration  informally  asked  the 
Commission  to  make  this  allowance  retroactive  to  July  1,  1918. 
In  reply  the  Commission  said  that  it  did  not  believe  it  could  with 
propriety  or  consistency  sanction  any  adjustment  of  accounts 
except  in  strict  accord  with  the  carrier's  tariffs,  or  that  it  could 
safely  assume  that  the  proposed  increased  allowance  was  rea- 
sonable and  entirely  free  from  possible  undue  preference  of  the 
Keystone  Elevator  &  Warehouse  Company. 

The  parties  at  interest,  the  Commission  said,  should  assume 
the  entire  burden  imposed  by  the  law  with  respect  to  the  allow- 
ance. The  examiner  said  that  no  good  reason  appeared  why 
the  Commission  should  now  assume  a  different  attitude. 


RATE  ON  MISROUTED  SHIPMENT 

An  award  of  reparation  has  been  recommended  by  Examiner 
C.  I.  Kephart,  in  a  report  on  No.  12794,  Eddy  &  Eddy  Manufac- 
turing Co.  vs.  Director-General,  Missouri  Pacific  et  al.,  on  a  hold- 
ing that  the  acceptance  of  a  through  rail-and-water  shipment, 
when  the  water  line  was  inoperative,  necessitating  a  diversion, 
was  a  misrouting  by  the  rail  carrjer.  The  complaint  specifically 


alleged  the  charges  on  one  mixed  carload  of  starch  and  pickle 
goods,  shipped  June  18,  1918,  from  St.  Louis  to  Tampa,  Fla.. 
were  unjust  and  unreasonable.  The  shipment  was  routed  via 
the  Missouri  Pacific  to  New  Orleans,  La.,  thence  via  Gulf  & 
Southern  Steamship  Company  to  destination,  as  provided  in  the 
tariffs. 

Charges  were  prepaid  at  a  rate  of  30  cents  to  New  Orleans 
and  17.5  cents  beyond.  The  car  arrived  at  Algiers,  La.,  June 
25,  1918,  and  was  offered  to  the  steamship  company,  but  was 
refused  and  remained  there  until  September  5,  1918.  After  in- 
vestigation, the  Missouri  Pacific  advised  the  consignor  that  the 
steamship  line  had  been  commandeered  by  the  government;  that 
the  shipment  could  not  be  forwarded  via  that  route,  and  re- 
quested authority  to  move  it  the  remainder  of  the  journey  by 
rail.  To  this  the  consignor  assented.  The  car  was  then  moved 
on  a  new  bill  of  lading  and  a  reconsigning  charge  of  $5  and 
additional  freight  charges,  said  to  be  at  a  rate  of  78  cents  on 
a  Jacksonville,  Fla.,  combination,  were  collected  at  destination 
upon  arrival  of  t'he  car.  The  complainant  contended  that,  since 
the  route  chosen  was  open  according  to  the  tariffs  and  it  had 
no  knowledge  to  the  contrary,  the  defendants  were  bound  to 
protect  the  rail-and-water  rate  when  the  car  had  been  diverted 
to  the  all-rail  route,  and  claimed  reparation  accordingly. 

The  examiner  said  the  agent  of  the  initial  line  should  not 
have  executed  the  bill  of  lading  without  first  informing  the 
shipper  of  the  existing  suspension  or  cessation  of  steamship 
service  and  obtaining  further  routing  instructions.  He  said  the 
subsequent  amendment  of  the  routing  by  the  shipper  on  carrier's 
demand  did  not  relieve  the  latter  of  its  responsibility  for  for- 
warding the  shipment  to  its  final  destination  by  an  alternate 
route  at  the  rate  applicable  under  the  original  contract. 


RATES  ON  SAND  TO  JERSEY  CITY 

A  finding  that  the  sixth-class  rates  assessed  on  carload  ship- 
ments of  sand  from  Scale  Siding,  Pa.,  to  Jersey  City,  N.  J.,  be- 
tween July  19  and  October  19,  1920,  both  inclusive,  were  unrea- 
sonable to  the  extent  that  they  exceeded  10  cents  per  100  pounds, 
and  that  reparation  should  be  made  to  that  basis  has  been  rec- 
ommended by  Examiner  Leo  J.  Flynn,  in  a  tentative  report  on 
No.  12987,  Barnes  Foundry  Co.  vs.  Central  Railroad  Co.  of  N.  J. 


LIGHTERAGE  OF  STEEL   BARS 

Examiner  Lee  J.  Flynn  has  recommended  denial  of  repara- 
tion and  dismissal  of  the  complaint  in  No.  13089,  International 
Steel  Corporation  vs.  Director  General,  as  agent,  and  Erie,  on 
a  finding  that  complainant's  allegations  that  an  expense  for  out- 
side lighterage  of  carload  shipments  of  steel  bars  shipped  from 
Pittsburgh,  Pa.,  to  New  York,  N.  Y.,  for  export,  during  federal 
control,  was  incurred  by  reason  of  the  carrier's  failure  to  pro- 
vide lighterage  service  in  New  York  harbor  had  not  been  sus- 
tained. The  examiner  said  that  the  evidence  did  not  disclose 
any  violation  of  the  interstate  commerce  act  or  that  the  expense 
incurred  by  the  use  of  outside  lighters  was  occasioned  by  any 
default  of  defendant  in  its  tariff  obligations. 


EXPORT  RATES  ON  COTTON 

An  award  of  reparation  has  been  recommended  by  Attorney- 
Examiner  A.  R.  Mackley  and  Examiner  C.  I.  Kephart  in  a  tenta- 
tive report  on  No.  12721,  Anderson,  Clayton  &  Co.  vs.  Director- 
General,  as  agent  (also  embraces  No.  12485,  Southern  Products 
Co.  vs.  Director-General,  as  agent,  Alabama  &  Vicksburg  et  al.), 
on  a  proposed  finding  that  rates  on  cotton  for  export,  from 
points  in  Oklahoma,  Arkansas  and  Louisiana  to  Seattle  and 
Tacoma,  Wash.,  during  the  period  from  June  25,  1918,  to  June 
11,  1919,  inclusive,  were  unreasonable.  The  examiners  recom- 
mended that  rates  of  $1.35  from  group  E  and  $1.40  from  group 
D  to  north-coast  ports  during  the  period  involved  be  found  un- 
reasonable to  the  extent  they  exceeded  $1.25  and  $1.35,  respec- 
tively. 


CABBAGE,  SOUTH  CAROLINA  TO  PENNSYLVANIA 
Dismissal  of  the  complaint  has  been  recommended  by  Ex- 
aminer I.  L.  Koch  in  a  tentative  report  on  No.  12979,  Lustig- 
Burgerhoff  Co.  et  al.  vs.  Director-General,  as  agent,  on  a  proposed 
finding  that  rates  on  cabbage  from  Meggetts,  S.  C.,  to  Scranton 
and  Wilkes-Barre,  Pa.,  during  April  and  May,  1919,  were  not 
unreasonable. 


ALLOWANCE   FOR  SWITCHING 

The  refusal  of  the  Indiana  Harbor  Belt  Railroad  Company 
to  grant  an  allowance  to  complainants  for  the  cost  of  switching 
performed  by  complainants  resulted  in  unreasonable  and  unduly 
prejudicial  charges  for  transportation,  and  reparation  should  be 
awarded,  according  to  the  proposed  findings  of  Examiner  Warren 
H.  Wagner,  in  a  tentative  report  on  No.  11105,  United  Chemical 
&  Organic  Products  Co.  et  al.  vs.  Director-General,  as  agent, 
Indiana  Harbor  Belt  et  al.  The  report  was  made  on  further 
hearing  in  60  I.  C.  C.  523.  In  that  report  the  Commission 
found  that  the  United  Chemical  &  Organic  Products  Company, 
referred  to  as  the  United  Products  Company,  had  been  subjected 
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to  the  payment  of  unjust,  unreasonable  and  unduly  prejudicial 
charges,  and  that  it  had  been  damaged  to  the  extent  of  the 
cost  of  the  spotting  performed  by  it  in  connection  with  ship- 
ments delivered  to  or  received  by  it  from  the  Indiana  Harbor 
Belt  from  February  1.  1917.  to  March  26,  1920.  This  finding  is 
lined  in  the  tentative  report.  The  case  was  reopened  to 
determine  who  had  paid  the  charges. 


CARLOAD  RATES  TO  SEABROOK,  LA. 

An  award  of  reparation  has  been  recommended  by  Examiner 
P.  F.  Gault,  in  a  tentative  report  on  No.  12799,  Board  of  Com- 
missioners of  the  port  of  New  Orleans  vs.  Director-General,  as 
agent  (also  embracing  No.  12799,  Sub-No.  1.  Doullut  &  Williams 
Shipbuilding  Co..  Inc.,  vs.  same),  on  a  proposed  holding  that 
charges  collected  for  the  transportation  of  carload  shipments 
from  points  within  the  New  Orleans  switching  district  to  Sea- 
brook,  La.,  during  federal  control,  were  unreasonable  to  the 
extent  that  they  exceeded  a  subsequently  established  rate  of 
$6.50  per  car.  subject  to  car  rental  charge  where  applicable. 

iratlon  to  the  basis  of  the  rates  found  reasonable  was  rec- 
ommended. 


RATES  ON   TANK   MATERIAL 

Examiner  John  T.  Money,  in  a  report  on  No.  12869,  India- 
homa  Refining  Co.  vs.  Director-General,  as  agent,  St.  Louis 
Merchants  Bridge  Terminal  Ity.  et  al..  has  recommended  a  find- 
Ing  that  a  rate  of  76.5  cents  per  100  pounds,  charged  on  3 
carloads  of  second-hand  plate  steel  tank  material,  k.  d.,  shipped 
on  December  28  and  30,  1918,  and  January  2.  1919,  from  Brlstow. 
Okla..  to  East  St.  LoulK.  III.,  was  unreasonable  to  the.  extent 
that  It  exceeded  62.5  cents,  which  was  contemporaneously  in 
•  rr. ct  on  the  same  commodity  In  the  opposite  direction.  The 
examiner  said  that  reparation  should  be  awarded  down  to  the 
basin  of  the  62.5-cent  rate. 


RATES  ON  COAL  FROM  CENTURY,  W.  VA. 

A  holding  that  rates  on  bituminous  coal,  In  carloads,  from 
r.-n'ury.  U  Va..  to  Pump  Station.  O..  since  March  1.  1920,  had 
not  been  shown  to  have  been  or  to  be  unreasonable  ha*  been 
recommended  by  Attorney-Examiner  Charles  F.  Gerry.  In  a  re- 
port on  No.  13050,  Buckeye  Pipe  Une  Co.  v*.  Baltimore  £  Ohio 
et  al.  One  of  complainant's  pumping  station*  is  situated  at 
Pump  Station,  O.,  a  point  on  the  Cleveland,  Southwestern  A 

mbus  Hallway,  an  electric  line,  which  connects  with  the 
Baltimore  A  Ohio  at  Strongsvllle,  O..  3.2  miles  from  Pump  Sta- 
tion. The  examiner  said  the  bulk  of  complainant's  evidence 
was  offered  to  show  that  the  factor  from  Strongsvllle  to  Pump 
Station  was  and  IK  unreasonable,  and  that  the  factor  from  C>-n 
tury  '"  Strongsvllle  was  not  attacked.  No  request  was  made 
for  the  establishment  of  Joint  rate*  or  for  the  extension  of  the 

ng.tvllle  rate  to  Pump  Station.  The  examiner  said  the  com- 
plainant's real  concern  was  with  the  amount  of  the  through 
charges  and  the  Issue  was  their  reasonableness.  He  said  Hit- 
show  ing  In  that  respect  was  practically  confined  to  a  very  few 
rale  comparison*  submitted  by  the  defendants,  which  were  of 
doubtful  value,  and  that  the  complaint  should  be  dismissed. 


BAD  ORDER  CARS,  ETC. 

Tkt    Trtff    H'trrU    K'tikiufttn    Bmrtan 

of  a  total  of  2.281.601  freight  cars  on  line  February  1 

olal  In  bad  order  waa  331.050.  or  14.5  |n  r  •  .in.  as  compared 

with  13.9  per  cent  on  January  15.  according  to  the  semi-monthly 

report    of    the    car    service  division  of  the  American   Railway 

Association. 

Box  can  in  bad  order  February  1  totaled  154.519,  or  15  per 
.  as  compared  with  14.6  per  cent  January  16;   refrigerator 
cars  In  bad  order  totaled  7.487.  or  12.4  per  cent,  aa  compared 
with  11.9  per  cent  January  15:  gondola  cars  In  bad  order  totaled 
1  u  «S5.  or  14.9  per  rent,  as  compared  with  14.1  per  cent  Janu 
ary  15;  stock  cars  In  bad  order  totaled  9.200.  or  11.2  per  cent,  aa 
i>ared  with  10.5  per  cent  January  15;  Hat  cars  in  bad  order 
totaled  12.032.  or  12.1  per  cent,  as  compared  with  12  per  .  • 
January  15. 

of  home  cars  on  home  road*  for  class  I  roads 
aa  of  February  1  was  72.7  per  cent.  By  clasae*  of  equipment  the 
percentages  were  as  follows:  Box.  64.5;  refrigerator.  71.5;  gon- 
dola. 78.3:  stock.  83.2:  and  Hat.  83.3. 

In  the  Eastern  district  the  per  cent  of  home  cars  on  home 
roads    was    66.8;    Allegheny   district.    80.2;    Pocahonta*    district. 
Southern  district.  72.2;  and  Western,  73. 

percentage*  of  freight  car*  on  Une  to  ownership  a*  of 

"ebruary  1   were  as  follows:     Eastern  district.  99.6.  a*  against 

13.4  a  year  ago;  Allegheny  district.  101.  a*  against  96  a  year  ago: 

Pocahontas  district.  84.5.  as  against  91.2  a  year  ago;   Southern 

district.  J7.4.  a*  against  97.6  a  year  ago;  Western  district.  97.6, 

s  against   100.5  a  year  ago:   total,  all  districts.  98.2.  as  against 

16.7  a  year  ago;  Canadian  roads.  92.9.  an  against  99  3  a  year  ago 


GENERAL  RATE  INQUIRY 

Thr    Tragic    World    Washington   Bureau 

Raymond  G.  Phillips,  secretary  of  the  International  Apple 
Shippers'  Association,  completed  his  testimony  before  the  Com- 
mission, at  the  general  rate  inquiry,  in  Washington,  February  16. 
In  support  of  his  allegations  that  the  freight  rate  is  an  impor- 
tant part  of  the  cost  of  fruits  and  vegetables,  Raymond  G. 
Phillips,  secretary  of  the  International  Apple  Shippers  Associa- 
tion said  the  survey  made  by  his  association  covered  products 
with  a  sales  price  of  1146,433,193  on  which  the  freight  bill  was 
$51,111,507,  or  34.83  per  cent.  The  produce  covered  by  the  sur- 
vey was  moved  in  75.509  cars  and  he  submitted  that  that  was 
not  a  figure  founded  on  so  narrow  a  base  that  it  might  be  mis- 
leading. 

In  behalf  of  the  association  of  which  he  is  secretary  and  in 
behalf  of  the  associations  for  which  he  was  speaking,  he  asked 
for  the  elimination  of  the  Ex  Parte  74  increases.  He  also  asked 
that  the  first  step,  If  the  whole  of  the  last  increase  could  not 
be  taken  off  in  the  near  future,  be  in  the  form  of  an  order  con- 
tinuing the  10  per  cent  decrease  on  products  of  the  farm,  garden, 
orchard  and  range  indefinitely  instead  of  allowing  them  to 
expire  June  30  next. 

High  rates  tended  to  re-locate  the  industry  of  watermelon 
growing,  Samuel  Fraser,  a  fruit  grower  and  seller  of  Easton, 
N.  V..  told  the  Commission.  He  said  that  while  formerly  he 
bought  melons  In  Florida,  the  freight  rate  constrained  him  to 
buy  them  In  North  Carolina.  He  took  up  an  advertisement  of 
the  Ixoulsvllle  A  Nashville,  showing  80  per  cent  paid  by  the 
consumer  of  a  watermelon  as  going  to  the  sellers  to  say  that 
It  was  misleading  because  a  study  of  433  cars  of  watermelons 
shipped  to  Baltimore  showed  the  carriers  obtained  54.1  per  cent 
of  the  sale*  price,  the  shipper  43.33  and"  the  wholesaler  2.56  per 
i.-nt.  He  said  nothing  about  the  price  paid  by  the' consumer  to 
the  retailer. 

O.  B.  Shay,  for  the  Wenatcbee  Valley  Traffic  Association, 
In  the  Interest,  he  said,  of  the  growers  of  more  than  50  per  cent 
of  apple*  shipped  out  of  Washington.  Oregon,  Wyoming  and 
Montana,  asked  for  the  removal  of  Kx  Parte  74  increases  and 
the  continuance  of  the  10  per  cent  reduction,  without  time 
limit.  Eighty-five  per  cent  of  the  1921-22  crop,  he  said,  has 
been  marketed,  so  no  benefit  could  be  derived  from  the  reduc- 
tion, on  the  current  crop.  In  answer  to  questions  he  said  the 
growers  expected  a  10  or  15  per  cent  reduction  In  wages  but  that 
that  would  not  be  sufficient  to  restore  them  to  good  business 
conditions. 

Victor  Eltlng,  Chicago,  secretary  and  counsel  for  the  West 
Indies  Fruit  Importing  Company,  asked  tor  the  removal  of  the 
high  rates  on  pineapples,  saying  that  relief  in  that  form  must 
come  by  the  middle  of  April  if  it  Is  to  be  of  any  value  on  thin 
year'*  crop. 

\V  T.  Gardner,  for  the  Eastern  Shore  of  Virginia  Produce 
Exchange,  asked  for  tin-  removal  of  Ex  Parte  74  Increases  on 
potatoes,  both  kinds.  The  high  rates,  he  said,  their  customers 
had  said,  made  It  Impossible  for  them  to  buy  the  potatoes  pro- 
!  l>y  I  he  member*  of  that  exchange.  He  estimated  the  HUM 
lo**es  of  members,  especially  on  sweet  potatoes,  at  $lo  II.T 
acre.  The  high  freight  rales,  he  contended,  made  It  Impossible 
to  move  what  he  called  the  sweet  potato  culln  Formerly  they 
marketed  some  of  them  In  northern  markets  but  last  year  Balti- 
more. Washington  and  Philadelphia  buyers  said  they  'could  not 
handle  any  of  Ihem.  The  freight  rate  he  said  was  about  65 
r  barrel  but  the  prices  In  the  cities  mentioned  were 
such  It  would  not  pay  to  pack  and  ship  them.  Formerly  can- 
nrrles  used  lo  take  them  but  last  year  the  canneries  were  shut 
down  or  at  least  not  using  them. 

Frankly.  In  answer  to  questions  by  Mr.  Dlkle,  the  witness 
admitted  the  people  had  not  quit  eating  potatoes,  but  that  he 
was  complaining  because  his  people  could  not  meet  the  eom- 
UaU»*Hl  of  nearer  sources  of  supply.  The  rates  on  the  Ions 
hauls.  In  1921.  made  It  impossible.  Prior  to  that  time  they 
had  been  able  to  market  In  competition  with  nearer  sources  of 
supply. 

Want    Lower    Rates  on    Potatoes 

An  appearance  of  politics  was  given  to  the  Commission's 
hearing  on  February  17  by  the  appearance  of  Charles  P.  Barnes, 
speaker  of  the  Maine  House,  as  a  witness,  and  the  attendance, 
for  part  of  the  time  advocates  of  the  cause  of  the  Aroostook 
country's  chief  crop  (potatoes)  were  testifying,  of  United  States 
Senators  Fernald  and  Hale.  They  quit  the  hearing  room,  how- 
ever, before  their  constituents  had  got  more  than  well  started. 
Mr  names,  among  the  Maine  delegation.  Is  regarded  as  one  of 
the  men  most  seriously  under  consideration  for  the  governor- 
ship. Mr.  Barnes  described  himself  as  a  farmer  and  a  lawyer, 
with  emphasis  on  the  fact  that  he  deemed  himself  a  small 
farmer,  one  not  ahl<-  to  ship  more  than  a  few  carloads  of  pota- 
toes, and  considerably  "put  out."  as  they  say  In  New  England, 
by  the  fart  that  the  Maine  railroads,  on  Intrastate  business,  and 
on  some  Interstate,  have  not  put  into  effect  the  10  per  cent 
reduction  on  products  of  the  farm,  garden,  orchard  and  range 
that  became  operative  in  all  other  parts  of  the  country  the 
first  day  of  the  current  year. 
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-  "We  think  this  Commission  has  the  power  to  issue  an  order 
requiring  iho  10  per  cent  reduction  to  be  made,  and  think  it 
should  be  rated  back  to  January  1,  if  possible,"  said  Mr.  Barnes 
at  the  conclusion  of  his  testimony,  which  was  more  in  the  form 
of  an  address  than  as  the  testimony  of  a  witness.  He  stood 
while  speaking.  Several  times  he  took  particular  shots  at  H.  J. 
Hart,  appearing  lor  the  Bangor  &  Aroostook,  as  if  to  provoke 
him  to  an  exchange  of  views  on  the  subject.  When  ho  had  fin- 
ished his  direct  statement  he  seated  himself,  apparently  for  a 
comfortable  siege  of  cross-examination,  such  as  Mr.  Hart  had 
given  Herbert  W.  Trafton,  a  member  of  the  Public  Utility  Com- 
mission. Mr.  Hart,  however,  said  he  had  no  questions  to  ask, 
so  the  speaker  did  not  have  more  than  thirty  seconds  of  rest 
in  the  witness  chair. 

The  Maine  people  consider  themselves  the  objects  of  unjust 
discrimination  because  the  10  per  cent  reduction  was  not  ap- 
plied by  the  New  England  roads.  Herbert  W.  Trafton  said  all 
the  New  England  roads,  except  the  Maine  Central,  the  Bangor 
&  Aroostook  and  the  Canadian  Pacific,  made  the  reduction  effec- 
tive as  to  interstate  business  January  1.  The  Maine  Central 
and  Bangor  &  Aroostook  refused  to  apply  it  on  traffic  originating 
on  their  lines  and  the  lines  of  the  Canadian  Pacific,  either 
state  or  interstate.  The  Maine  people  also  protested  that  they 
could  not  load  the  minimum  of  potatoes  in  the  box  cars  lined 
by  them,  which  they  said  they  had  to  use  because  the  railroads 
serving  them,  chiefly  the  Bangor  &  Aroostook,  could  or  did  not 
furnish  enough  Eastman  heater  cars  except  for  a  small  part 
of  the  potato  tonnage  originating  in  Aroostook  county,  to  move 
which.  Mr.  Barnes  said,  required  a  daily  shipping  of  161  car- 
loads. Mr.  Trafton  paid  the  matters  presented  were  beyond  the 
jurisdiction  of  the  Maine  commission  because  most  of  the  traffic 
goes  beyond  the  state. 

On  cross-examination-  by  Mr.  Hart,  it  was  brought  out  that 
the  slate  of  Maine  rSises  one-third  of  its  taxes  by  impositions 
on  the  railroads  and,that  since  1917,  the  increase  in  taxes  has 
been  235  per  cent.  For  a  period  of  two  and  a  half  years,  the 
legislature,  at  its  last  session  appropriated  a  little  less  than 
$20,000,000,  Mr.  Hart  suggested,  and  of  that  sum  $6,800,000  was 
to  be  paid  by  the  railroads.  He  also  brought  out  that  the  legis- 
lature had  advanced  the  time  for  paying  taxes  so  the  tax  burden 
has  become  grievous. 

Frank  J.  McArdle,  chief  of  the  rate  department  of  the  Maine 
commission,  put  into  the  record  a  close  study  of  the  rates  from 
competing  fields  to  desirable  points  of  consumption,  to  show 
that  the  Aroostook  potato  had  been  put  at  a  disadvantage  not 
only  by  the  rates  in  cents  per  100  pounds,  but  by  reason  of  the 
heavy  cost  for  protection  against  frost,  the  failure  to  give  it 
the  benefit  of  the  10  per  cent  reduction,  and  the  minimum  to 
which  shippers  could  not  load.  It  was  brought  out  that  the 
railroads,  a  few  days  ago  obtained  short  time  permission  to  bring 
down  the  minimum  to  the  point  where  it  can  be  loaded. 

Florida  Vegetable  Glowers  Speak 

After  the  Maine  potato  people  had  run  considerably  over 
the  time  assigned  them,  F.  C.  W.  Kramer,  of  Leesburg,  Fla.,  sales 
manager  for  the  Leesburg  Florida  Truckers'  Association,  asked  for 
a  40  per  cent  reduction  in  rates  on  cabbage,  claiming  that  unless 
the  railroads  make  such  a  cut  in  their  rates  cabbage  will  not 
move  from  the  state  and  the  crop  that  is  now  growing  will  have 
to  be  plowed  under  for  fertilizer.  He  said  the  railroads  last 
year  had  lost  the  transportation  of  1,500  carloads  of  cabbage  be- 
cause the  rates  were  too  high  and  that,  unless  they  made  a 
reduction  this  year,  they  would  lose  the  transportation  of  be- 
tween 3,000  and  4,000  carloads.  At  present  prices,  he  said,  the 
growers  would  lose  from  $4  to  $27.50  per  acre  on  what  they  have 
planted.  In  concluding  his  testimony,  Mr.  Kramer  said: 

"I  am  informed  that  cabbage  is  now  selling  in  Holland  for 
export,  at  a  price  equaling  $6  per  ton  packed.  This  amounts 
to  30  cents  per  one  hundred  pounds.  Freight  to  New  York  is 
19  cents  per  one  hundred  pounds,  and  duty  60  cents  per  hundred 
pounds,  making  a  total  cost  of  $1.09  per  hundred  pounds  de- 
livered in  New  York. 

"The  following  freight  rates  are  in  effect  from  Florida  points 
to  New  York:  Moore  Haven,  $1.47%;  Coleman,  $1.20;  Sanford, 
$1.15;  Quincy,  $1.22%,  and  Jacksonville,  96  cents. 

"Carload  minimum,  200  120-lb.  barrel  crates.  Refrigeration, 
$67.50  per  car.  It  readily  will  be  seen  that  in  every  instance 
the  cost  of  freight  from  Florida  points,  plus  refrigeration,  is  more 
than  the  delivered  cost  in  New  York  of  Holland  cabbage. 

"In  the  season  of  1920  the  average  price  of  cabbage  was 
$2.86%  per  barrel  crate,  F.  O.  B.  loading  point.  During  that 
season  we  shipped  42,814  crates.  It  goes  without  saying  that 
we  shipped  them  all.  The  average  for  the  season  of  1921  was 
74  cents  per  barrel  crate,  and  during  that  season  we  shipped 
6,868  crates  and  left  three  times  that  amount  in  the  'fields.  The 
foregoing  applies  with  equal  force  to  all  cabbage  growing  sec- 
tions of  the  state. 

"The  cabbage  market  is  at  present  on  a  pre-war  basis.  We 
cannot  continue  to  pay  war-time  freight  rates  and  sell  our 
product  on  a  basis  of  pre-war  prices. 

"If  the  newspapers  have  correctly  reported  him,  one  railroad 
official  has  testified  before  your  Commission  in  this  case  that  a 


reduction  of  rates  at  this  time  would  mean  bankruptcy  for  the 
railroads.  From  my  humble  position  I  would  like  to  offer  tbat 
to  bankrupt  the  farmers  of  this  country  with  the  present  high 
freight  rates  will  not  save  the  railroads." 

Mere    Fruit   and    Vegetable    Testimony 

After  the  special  representations  as  to  Aroostook  county 
potatoes  and  Florida  cabbage,  made  at  the  morning  session  of 
February  17,  the  hearing  returned  to  the  general  subject  of  rates 
on  fruits  and  vegetables  and  covered  the  whole  list,  including 
ripe  olives,  cucumbers,  pickles  and  sauer  kraut. 

I.  T.  Williams,  general  manager  of  the  Manatee  County 
Growers'  Association  of  Bradentown,  Fla.,  and  the  Sanford  Truck 
Growers'  Association,  said  the  transportation  charges  on  celery, 
lettuce,  tomatoes  and  other  vegetables  produced  in  Florida,  on 
the  shipments  made  in  the  last  heavy  shipping  season,  amounted 
to  37.69  per  cent  of  the  sales  price  realized  by  the  growers.  Un- 
less substantial  relief  were  given,  he  said,  the  industry  could 
not  go  forward.  It  has  appealed,  he  said,  to  every  interest,  to 
bring  down  costs  and  all  have  come  down  except  railroad  rates. 
They,  too,  came  down  10  per  cent,  he  said,  but  that  relief  was 
not  enough.  That  reduction,  he  said,  will  not  show  benefit  to 
the  carriers  until  next  year,  when,  owing  to  the  encouragement 
and  hope  of  still  better  rates,  there  will  be  more  traffic  offered. 
The  association,  he  said,  took  10.84  per  cent  as  selling  expenses. 
Commissioner  Esch  wanted  to  know  if  that  was  not  high.  The 
witness  thought  not.  There  was  no  increase,  he  said,  in  the 
allowance  to  the  agents  in  the  cities  during  the  war  and  he 
thought  it  impossible  to  ask  the  selling  agents  to  take  a  reduc- 
tion now.  Restoration  of  the  pre-war  basis  of  rates  would  be 
desirable,  he  said. 

E.  D.  Dow,  traffic  manager  of  the  Florida  Citrus  Exchange, 
said  thousands  of  boxes  of  the  lower  grades  of  grapefruit  and 
oranges  had  been  dumped  on  account  of  the  low  prices  and  the 
high  freight  rates.  Shipments  of  oranges  in  bulk  were  tried, 
he  said,  but  that,  he  thought,  was  not  the  answer  to  the  problem, 
created,  in  part,  by  the  high  freight  rates.  The  cost  of  produc- 
tion, he  said,  had  gone  back  to  about  25  per  cent  over  1917  but 
rates  are  fifty  per  cent  over  that  year.  He  said  the  pre-war 
basis  of  rates  would  be  desirable  but  that  elimination'  of  Ex 
Parte  74  should  be  the  minimum. 

J.  H.  Tench,  the  rate  man  of  the  Florida  commission,  took 
the  stand  to  submit  the  rates  about  which  Mr.  Dow  and  other 
Florida  witnesses  had  been  talking.  He  offered  nothing  in  ex- 
planation of  them,  nor  expressed  any  views.  Mr.  Gwathmey 
asked  him  if  Florida  was  not  more  prosperous  than  any  other 
of  the  southern  states.  His  lawyer  suggested  that  Mr.  Tench 
had  offered  no  testimony  on  that  point,  nor  had  he  qualified  as 
an  expert  along  that  line.  Mr.  Gwathmey  did  not  insist  upon 
an  answer  to  that  question. 

Royal  E.  Cook,  Pittsburgh,  traffic  manager  for  H.  J.  Heinz, 
and  at  the  invitation  of  J.  Andrew  Ronan  spokesman  for  the 
National  Pickle  Packers'  Association  on  account  of  the  identity 
of  their  interests,  criticized  the  exclusion  of  cucumbers,  ripe 
olives,  and  cauliflower  in  brine  from  the  benefits  of  the  10  per 
cent  reduction  recently  made  on  farm  products,  while  flour,  meal, 
cereals  and  other  things  that  had  been  processed  were  included. 
In  the  same  way  butter  and  cheese,  factory  products,  had  been  in- 
cluded while  raw  peanuts  shelled  were  not,  although  raw  peanuts 
in  the  shell  were  included.  Baked  beans,  soups,  spaghetti,  saur 
kraut  and  such  things,  he  thought  should  have  been  included. 

He  said  the  list  should  be  enlarged  to  include  such  food 
products  and  the  rates  should  be  continued  after  June  30,  on 
which  day  they  are  due  to  expire  by  limitation. 

H.  W.  Prickett  and  Leonard  Way,  for  the  fruit  shippers  of 
Utah,  Wyoming  and  Idaho,  presented  the  facts  about  the  de- 
plorable financial  condition  of  the  growers.  Way  said  he  re- 
gretted the  growers  had  no  marketing  organizations.  The  10 
per  cent  reduction,  they  said,  would  benefit  the  commission  men 
who  bought  the  fruit  which  the  growers  were  obliged  to  sell  to 
obtain  money,  but  practically  no  grower  would  obtain  any  direct 
benefit.  His  benefit  would  be  indirect  by  showing  the  commis- 
sion men  that  the  case  was  not  hopeless,  he  said. 

Samuel  Frazer  presented  cost  studies  for  celery  and  other 
California  vegetables  handled  by  Chicago  commission  merchants, 
to  show  the  commission  man  had  actually  lost  money.  K.  D. 
Loos,  for  the  California  Citrus  League,  put  in  a  large  mass  of 
figures.  Neither  witness,  however,  supplemented  his  exhibits  by 
any  oral  testimony. 

Dairy    Products'    Rates   Attacked 

Butter,  egg  and  dairy  interests  followed  the  fruit  and  vege- 
table men  February  18  asking  for  lower  rates  on  their  products 
on  the  theory  that  food  commodities  should  be  given  the  lowest 
possible  transportation  rates  for  the  benefit  of  the  producer  and 
l  lie  consumer.  No  definite  recommendations  as  to  rates  were 
made  by  the  first  witnesses,  except  J.  S.  Abbott,  who  was  speak- 
ing for  the  Institute  of  Margarine  Manufacturers,  some  of  whom 
make  oleomargarine  and  others  margarines  composed  of  a  larger 
percentage  of  vegetable  oils  and  fats.  He  protested  vigorously 
against  the  failure  of  the  railroads,  on  January  1,  to  give  mar- 
garines the  benefit  of  the  10  per  cent  reduction  in  rates  ac- 
corded to  butter.  Ever  since  the  production  of  margarine  was 
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begun,  he  said,  the  railroads  had  recognized  that  as  to  food 
value  and  transportation  characteristics  there  is  no  difference 
between  butter  and  margarine,  the  difference  being  that  of  the 
raw  materials  used  in  their  making.  He  said  margarine  is  as 
much  a  product  of  the  farm  as  butter,  because  the  vast  per- 
centage of  butter  entering  commerce  is  made  in  factories. 

M.  S.  Hartman.  representing  the  American  Association  of 
Creamery  Butter  Manufacturers,  the  National  Poultry.  Butter 
and  Egg  Association  and  various  dairy  associations,  made  the 
general  presentation  for  the  dairy,  poultry  and  egg  interests. 
!!•  traced  the  process  of  making  and  distributing  butter,  prac- 
tically from  the  time  the  cows  were  milked  until  the  butter  was 
placed  upon  the  table.  To  show  how  great  a  factor  transporta- 
tion costs  are  in  the  cost  of  producing  and  distributing  butter,  he 
pointed  to  the  fact  that  only  five  per  cent  of  the  creamery  but- 
used  in  Official  Classification  territory  is  produced  within 
that  district.  95  per  cent  coming  from  Western  Classification 
territory.  For  eggs  and  poultry  the  East  is  almost  as  dependent 
on  the  West,  86  per  cent  of  the  eggs  coming  from  the  West 
and  75  per  cent  of  the  poultry,  be  said. 

The  big  difficulty  with  the  butter  trade  is  the  importation 
of  butter  from  Denmark,  he  said.  The  Danes  send  their  butter 
to  New  York  at  a  transportation  cost  of  only  2  cent*  per  pound, 
while  butter  from  the  Missouri  River  country  pays  3%  cents. 
Columbus,  O..  Is  the  point  where  the  Danish  and  American  butter 
meet  IB  the  fiercest  competition.  Butter  from  Australia  and 
New  Zealand  came  to  the  Pacific  coast  ports,  the  witness  said, 
at  a  transportation  cost  of  3  cents,  which  is  the  same  as  the 
rate  from  Missouri  River  points  to  the  California  terminals. 
The  witness  said  he  could  not  understand  why  it  should 
cost  seven  times  as  much  to  bring  a  pound  of  butter  from  th<- 
Missouri  River  to  New  York  as  It  costs  to  bring  a  pound  of  flour, 
or  bread,  he  said,  because  It  take*  less  than  a  pound  of  flour  to 
make  a  pound  at  bread. 

Another  point  made  by  Hartman  in  his  criticism  of  the  rate 
structure  to  show  why  there  should  be  reductions  in  rates  on 
foods  was  that  the  carriers  did  not  apply  the  10  per  cent  re- 
duction on  frosen  eggs.  Their  failure  to  do  that,  he  said,  re- 
sulted In  the  shipping  of  cracked  eggs  and  an  increase  In  the 
number  of  claims  for  loss  and  damage.  Had  the  10  per  cent 
reduction  been  applied  to  froxen  eggs,  the  shippers  would  see 
to  It  that  only  eggs  with  perfect  shells  were  shipped  In  the 
standard  egg  crates,  be  said. 

"What  are  you  advocating?"  asked  Commissioner  Lewis, 
after  the  witness  had  put  In  a  great  deal  of  testimony  and 
exhibits. 

-I  am  contending  that  dairy  products  should  be  considered  as 
Hsary  food  products  and  that  rates  on  foods  should  be  held 
•t  the  lowest  possible  reasonable  rates,"  said  the  witness.  "By 
that  1  mean  rates  that  will  give  some  return,  but  not  as  high 
as  on  less  necessary  thing*.  The  rates  on  dairy  products  from 
remote  points  are  prohibitive  Rates  on  basic  food  products  an- 
too  high." 

Exhibits  showing  the  rates  and  car-mile  earnings  since  1913 
omparinon  with  that   year  were  submitted  by  E.  S.  Scott. 
traffic   manager   for   the   Beatrice   Creamery   Company,   without 
<sKBsiliin  thereof. 

Answering  a  question  by  Commissioner  Hall.  Mr.  Abbott 
frankly  admitted  that  he  was  talking  about  the  relationship  of 
the  rates  on  butter  and  oleomargarine,  which  was  not  In  accord- 
ance with  the  Commission's  Ideas  as  to  the  Issues  In  this  pro 
ceedlng.  He  recovered,  however,  by  saying  that  he  was  In  favor 
of  lower  rates  on  butter,  fresh  meat  and  all  such  food  products 
and  then  having  margarine  placed  on  a  footing  of  equality  with 
butter  so  as  to  restore  the  old  relationship  that  existed  from 
the  mart.  At  that,  be  said,  the  shippers  were  offering  the  rail- 
roads the  better  part  of  the  bargain,  because  a  carload  of  butter 
Is  worth  17.000.  while  margarine- 1*  worth  only  about  half  as 
much,  unless  It  was  tinted.  Then,  he  said,  the  difference  In 
value  would  not  be  so  great,  because  the  government,  under 
pretense  of  raising  revenue,  puts  a  handicap  on  margarine. 

Ask  Lower  Rates  on  Milk  and  Cream 

William    If     Sheffield    and   E.   I.    Nathans,   representing   the 

Milk  Conference  Board,  an  organization  of  New  York  milk  men. 

asked  for  a  restoration  of  the  basis  of  milk  and  cream  rates 

•I  by  the  Commission  In  1917.  In  Its  decision  In  docket 

H558.   Milk  and   Cream    Investigation.     They  went   Into  ex- 

linute  details.    Mr.  Nathans  argued  for  the  restoration 

of  the   1917  basis  on  the  allegation   that  the  milk   business.  In 

other  aspects,   was  only   fractionally   above   the  prices  of  that 

year. 

mNxloner  Lewis  figured  out  that  the  freight  rate  on 
milk  l.t  only  ~  ~,  per  rent  of  the  .telling  price.  He  asked  the  wit- 
ness If  he  knew  of  any  other  commodity  on  which  the  freight 
rate  was  so  small  a  percentage  of  the  selling  price.  Mr.  Nathans 
did  not.  hut  he  persisted  in  holding  the  opinion  that  the  rates 
were  too  high.  He  also  held  to  the  opinion  that  the  consumer 
would  obtain  the  benefit  of  any  reduction,  even  if  the  reduction 
were  only  10  per  cent  and  amounted  to  about  a  mill  per  quart. 
Asked  how  *urh  a  small  reduction  would  be  passed  on  to  the 
consumer,  he  thought  It  would  be  done  by  a  concession  in  price 


of  a  cent  per  quart  for  a  month  in  each  year.  Mr.  Lewis  was 
unable  to  persuade  him  to  say  which  was  the  more  important 
to  New  York  City,  milk  or  transportation. 

"We  are  the  farmers  who  produce  the  milk.  We  are  the 
men  who  pay  the  freight,"  said  Milo  D.  Campbell,  Coldwater, 
Mich.,  president  of  the  National  Milk  Producers  Federation. 
"Ninety  billion  pounds  of  milk  are  produced  in  the  United 
States.  We  sell  thirteen  billions.  We  are  more  interested  in 
the  rates  than  all  the  others  who  have  testified  here  today.  Not- 
withstanding the  things  that  have  been  said  here  today  by  the 
manufacturers  of  dairy  products,  the  farmer  produces  85  per 
cent  of  the  dairy  products  of  the  country. 

"\\'e  sell  for  what  we  can  get;  what  they  will  pay  us.  We 
pay  the  freight.  We  don't  want  the  railroads  to  give  us  rates 
that  are  not  fair  and  reasonable.  The  farmer  has  been  the  line 
of  least  resistance  in  the  making  of  rates.  We  are  coming, 
however,  to  the  collective  belief  that  this  Commission  will  have 
to  give  us  reasonable  rates  regardless  of  the  effect  upon  the 
railroads  and  the  Railroad  Labor  Board;  and  until  that  is  done, 
there  will  not  be  a  restoration  of  normal  conditions;  we  are  not 
going  to  get  back." 

The  thought  the  witness  seemed  to  desire  to  convey  was 
that  the  people  of  the  country,  especially  the  farmers,  were 
looking  to  the  Commission  to  lead  the  way  and  that,  when  it 
acted,  others  would  adjust  their  affairs  in  accordance  with  what 
it  might  order;  that  the  burden  of  leadership  was  upon  it,  re- 
gardless of  what  the  effects  upon  the  railroads  and  labor 
might  be. 

"The  farmers  have  not  been  a  menace  to  the  country.  We 
have  not'threatened  to  paralyze  the  nation,"  said  Mr.  Campbell, 
as  if  he  had  In  mind  the  threats  of  strikes  made  by  the  railroad 
unions.  He  did  not.  however,  say  he  had  them  in  mind. 

In  behalf  of  milk  producers  in  the  Chicago  district,  W.  F. 
Graham.  Aurora,  who  also  described  himself  as  a  farmer,  asked 
for  a  restoration  of  the  1918  rates,  without  mentioning  which 
rate  basts  of  that  year  he  intended  to  commend  by  recommend- 
ing its  restoration.  He  said  taking  off  23  per  cent  would  bring 
back  the  rates  favored  by  him.  Milk  producers  around  Chicago, 
he  said,  were  subjected  to  Inequalities  of  rates.  The  same 
rates,  he  said,  often  applied  for  200  miles  and  for  hauls  of  less 
than  one-fifth  the  distance.  The  producer*,  he  said,  would  like 
mileage  rates,  spaced  In  In-null-  blocks. 

r.  Hawes,  traffic  manager  for  the  Dairymen's  League, 
composed  of  shippers  to  the  New  York  market,  endorsed  the 
general  statements  of  Messrs.  Sheffield  and  Nathans.  His  main 
effort,  he  said,  would  be  to  clear  up  a  possible  misunderstanding 
as  to  the  effect  that  the  empty  crates  and^cans  were  carried  free. 
He  said  they  were  not  carried  free  because  they  were  taken  in- 
to consideration  when  the  rates  were  first  made.  Any  reduction, 
he  said,  he  was  sure  would  get  back  to  the  producer,  or  If  not 
to  the  producer,  then  to  the  consumer.  The  producers  and  con- 
sumers, he  said,  were  the  ones  needing  reductions  most. 

Robert  Balderson.  secretary  of  the  Interstate  Milk  Producers' 
Association,  the  members  of  which  supply  Philadelphia's  mar- 
ket, said  the  farmer  paid  the  freight  because  the  milk  was  sold 
K.  O.  H.  Philadelphia  Milk,  he  said,  was  now  retailing  In  Phila- 
delphia for  11  cents  as  against  13  In  New  York.  He  laid  particu- 
lar stress  upon  motor  truck  movement  and  the  great  strides 
made  In  that  form  of  transportation.  Motor  truck  shipments 
in  1921,  he  said,  were  400  per  cent  of  those  of  the  preceding 
year,  and  the  best  estimate  the  association  could  make  was  that 
that  movement  had  coat  the  carriers  $160,000  in  the  loss  of 
revenue  from  milk  traffic.  This  form  of  transportation,  he  said, 
was  Increasing  rapidly  and  would  continue  to  do  so  unless  % 
substantial  reduction  were  made  In  freight  rates.  He  read  let- 
ters from  associations  at  Cincinnati  and  the  Twin  Cities,  saying 
they  were  experiencing  the  same  kind  of  change  in  the  method 
of  transportation. 

^y^T.  Balderson  specifically  asked  for  the  elimination  of  tfie 
twDiast  general  Increases,  so  the  rates  would  be  back  'to  the 
level  of  when  the  railroads  were  taken  over  for  federal  control. 

Brewers   Tell   Their   Story 

Buewers  and  bottlers  of  non-alcoholic  cereal  beverages  un- 
folded. February  20,  what  they  considered  a  tale  of  woe.  Wil- 
liam E.  Rouen  ban  m.  traffic  manager  for  Anheuser-Busch,  Inc., 
the  company  which  has  been  de-alcohollced  In  obedience  to  law 
by  having  been  deprived  of  the  word  "brewing"  as  part  of  Its 
name,  told  the  Commission  that  enforcement  of  the  eighteenth 
amendment  had  deprived  the  railroads  of  traffic  in  cereals 
amounting  to  about  2,500,000,000  pounds  of  grains.  The  carriers 
lost  the  transportation  of  the  revenue  on  only  about  4,000,000 
pounds  of  hops.  For  some  unexplained  reason,  the  traffic  in  hops 
did  not  fall  off  in  anywhere  near  the  percentage  that  the  traffic 
In  brewers'  grains  declined.  Another  ill  effect,  he  said,  was  the 
destruction  of  the  tight  barrel  cooperage  Interests,  the  produc- 
tion of  staves  falling  from  18,000,000  In  1917  to  551.000  in  1919. 

Before  Mr.  Rosenbaum  took  the  stand,  H.  P.  Hunter,  presi- 
dent of  a  soda  water  syrup  manufacturing  company,  and  presi- 
dent of  the  Norfolk  Chamber  of  Commerce,  urged  the  reduction 
of  class  rates  on  which  the  syrups  move.  He  objected  to  in- 
creases which  became  operative  January  15  last,  which,  he  said, 
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averaged  about  30  per  cent.  That  readjustment  of  rates  was  one 
of  the  results  of  the  so-called  North  Carolina  case,  in  which 
the  Commission  held  the  carriers  had  discriminated  against 
North  Carolina  cities  in  favor  of  Virginia  cities.  He  submitted 
data  to  show  how  great  increases  had  been  made  recently.  In 
answer  to  a  question  by  W.  J.  McGehee  he  said  he  had  heard  that 
reductions  as  well  as  increases  had  been  made  but  he  had  not 
been  able  to  find  anything  other  than  increases. 

Mr.  Rosenbaum  asked  for  the  removal  of  Ex  Parte  74  in- 
creases on  the  theory  that  such  removal  is  necessary  to  keep 
the  cereal  beverage  business  alive.  In  his  opinion  the  increase  in 
traffic  following  a  reduction  in  rates  would  be  more  than  enough 
to  make  up  the  loss  in  revenue. 

To  illustrate  his  point,  which  was  that  high  rates  in 
part  cause  high  prices  and  high  prices  result  in  reducing  con- 
sumption, he  submitted  a  parti-colored  map  showing  the  area 
of  distribution  when  the  rates,  prior  to  Ex  Parte  74,  enabled  the 
retailer  to  sell  a  beverage  bearing  the  name  of  a  beer  that  was 
but  is  not  now,  at  15  cents  a  bottle,  and  another  beverage  with! 
a  name  something  like  the  Polish  name  for  the  stuff  with  au- 
thority in  it,  at  10  cents.  As  soon  as  the  freight  rates  went  up 
the  retailers  tried  to  recoup  themselves  by  increasing  the  per 
bottle  price.  Thereupon  those  who  had  been  reminding  them- 
selves of  other  days  by  drinking  the  de-alcoholized  stuff  quit 
giving  up  their  money  for  it.  They  dropped  the  beverage  'that 
looked  like  beer  and  tasted  like  it,  as  if  it  had  been  poisoned. 
When  the  price  was  increased  to  20  cents  per  bottle  only  four 
bottles  were  sold  where  formerly  seven  had  been  consumed. 
When  the  price  went  to  25  cents,  the  consumption  fell  to  one 
bottle  instead  of  seven.  Only  plutocrats,  the  witness  said,  would 
buy  at  20  or  25  cents  per  bottle. 

Before  the  increases  of  August  1920  went  into  effect  the  dis- 
tribution of  the  neaf-beer  covered  the  territory  in  which  65  per 
cent  of  the  people  of  the  United  States  lived,  the  witness  said. 
The  Ex  Parte  74  increases  cut  down  the  area  of  distribution  to 
include  only  18  per  cent  of  the  population. 

"When  the  selling  price  of  cereal  beverage  exceeds  10 
cents  a  bottle,"  the  witness  said,  "it  is  a  very  difficult  matter  to 
compete  with  local  soda  water,  picture  shows,  ice  cream,  etc., 
because  the  average  person  positively  refuses  to  pay,  in  most 
instances,  more  than  10  cents  for  any  drink  and -when  the  retail 
price  exceeds  15  cents  the  sales  dwindle  to  very  small  propor- 
tions. 

"Other  competition  affecting  us  is  that  of  the  moonshiner, 
bootlegger  and  the  home  brewer,  due  to  non-enforcement  of  the 
prohibition  laws  and  the  open  violations  thereof.  In  the  matter 
of  home  brewing  of  beer,  our  chemists  estimate  that  one  carload 
of  concentrated  syrup  will  manufacture  217,000  twelve-ounce  bot- 
tles of  beer,  which  is  equivalent  to  approximately  18  carloads  of 
cereal  beverages.  In  other  words,  every  time  the  carriers  haul 
one  carload  of  syrup  they  are  hauling  the  equivalent  of  approxi- 
mately 36  carloads  of  cereal  beverages  and  returned  empty  con- 
tainers." 

The  witness  said  it  took  twice  as  much  labor  and  coal  to 
produce  cereal  beverages  (they  may  not  use  the  word  beer  at 
all)  as  it  did  to  produce  alcoholic  beer.  The  double  cost  is 
caused  by  the  fact  that  the  cereal  beverage,  in  its  first  stage,  is 
alcoholic  beer.  To  de-alcoholize  it  requires  about  as  much  labor 
and  coal  as  it  costs  to  make  beer. 

Answering  a  question  by  one  of  the  railroad  lawyers,  the 
witness  said  the  brewer  cannot  control  the  retail  price,  although 
he  tries  to  regulate  it  in  his  own  interest,  knowing  that  increase 
in  the  price  means  reduction  in  consumption. 

George  C.  Bidgood,  chairman  of  the  traffic  committee  of  the 
American  Bottlers  of  Carbonated  Beverages,  also  representing 
the  National  Mineral  Water  and  Beverage  Association,  said  that 
unless  some  relief  was  speedily  given  many  of  the  manufacturers 
would  be  forced  out  of  business.  He  said  they  were  doing  only 
one-hajf  the  business  they  were  doing  in  1918. 

"The  last  general  increase,"  he  asserted,  "has  compelled 
my  firm  (Beaufont  Company,  Inc..  Richmond,  Va.)  to  withdraw 
from  Georgia.  Alabama,  Tennessee,  Kentucky  and  partly  from 
the  Carolinas."  The  readjustment  .in  the  Southeast  following 
the  North  Carolina  case,  he  said,  might  force  withdrawal  from 
all  states  other  than  Virginia. 

Warren  Burkhart,  representing  the  Shipping  Brewers'  Traffic 
Committee  and  also  the  Schoenhofen  Company  of  Chicago,  in- 
dorsed Rosenbaum's  general  statement.  Sales  in  Chicago,  he 
said,  in  1921  were  only  80  per  cent  of  those  in  the  preceding 
year,  while  outside  of  Chicago  the  1921  sales  were  only  47  per 
cent  of  the  year  before. 

"The  amount  of  coal  consumed  in  the  manufacture  of  cereal 
beverage  per  barrel  is  125  pounds,"  said  the  witness,  "while 
it  required  only  62  pounds  of  coal  to  make  a  barrel'of  real  beer. 
The  same  proportions  hold  true  of  labor.  It  takes  twice  as 
much  labor  to  make  a  non-alcoholic  beverage. 

"On  behalf  of  my  company,  not  speaking  for  the  others,  I 
say  that  If  a  reduction  of  only  10  per  cent  can  be  made,  it 
would  not  help  us  much.  Therefore,  if  the  Commission  can 
make  a  reduction  of  only  10  per  cent  It  should  be  limited  to 
basic  commodities.  We  do  need  reductions  as  a  whole,  but  a 
10  per  cent  reduction  had  far  better  be  confined  to  those  basic 


commodities  that  would  stimulate  industry  generally.  Such  a 
reduction  would  re-enact  to  our  benefit  by  an  increase  in  the 
consumption  of  our  products." 

How  parts  of  Chicago  and  other  cities  are  able  to  obtain 
real  beer  was  explained  by  Henry  W.  Knoche,  representing  four 
brewing  companies  operating  in  St.  Paul.  He  said  bootleggers 
drive  to  the  breweries  and,  through  the  help  or  connivance  of 
men  in  the  breweries,  haul  away  beer  that  has  not  been  de- 
alcoholized.  Other  bootleggers,  he  said,  seem  to  be  able  to 
obtain  alcohol  in  large  quantities.  They  therefore  buy  cereal 
beverages  and  add  the  so-called  authority. 

That  kind  of  business,  he  said,  tended  to  limit  the  extent 
of  the  cereal  beverage  business.  Mr.  Knoche  agreed  with  Mr. 
Rosenbaum  in  practically  everything  except  as  to  the  beginning 
of  poor  business  for  the  beverage  business.  Rosenbaum  attrib- 
uted the  slackness  in  it  to  the  business  depression  and  Ex  Parte 
74  increases.  Knoche  said  the  decrease  began  immediately 
after  the  promulgation  of  General  Order  No.  28.  The  brewing 
business,  he  said,  was  hard  hit  by  that  order. 

Edwin  A.  Peterson,  traffic  manager  for  the  United  States 
Beverage  Company,  complained  against  rates,  which,  he  said, 
prevented  the  distribution  of  products  for  distances  greater  than 
250  or  300  miles. 

"We  must  have  volume  to  remain  in  business,"  said  he. 
"We  cannot  have  volume  on  rates  that  confine  our  shipments 
within  a  radius  of  250  or  300  miles.  The  charge  for  any  trans- 
portation service  cannot  exceed  the  value  added  by  that  service 
to  the  goods  shipped.  There  may  be  no  demand  for  the  goods 
at  the  place  where  they  are  produced  and  the  value  of  the  trans- 
portation service  is  determined  by  the  price  they  will  bring  in 
a  market  where  they  are  desired.  Rates  ascertained  in  that 
way  are  the  maximum  of  what  the  shipper  can  afford  to  pay. 
The  lower  the  rates,  the  greater  the  demand  for  our  goods. 
Our  city  business  has  decreased  21.5  per  cent  since  September, 
1920,  in  Chicago,  while  the  decrease  outside  the  city  has  been 
63  per  cent.  That  is  chargeable  to  the  Ex  Parte  74  advance. 

The  increases  in  long-haul  rates,  he  said,  had  put  his  com- 
pany out  of  business  in  Florida,  Georgia,  Alabama.  Mississippi, 
the  Carolinas  and  other  distant  states.  Prior  to  Ex  Parte  74 
it  had  had  a  satisfactory  business  in  each  of  them,  he  said. 

Waste  Material   Men  Heard 

From  soft  drinks  the  testimony  swung  to  waste  materials. 
H.  F.  Masman,  traffic  manager  for  the  National  Association  of 
Waste  Material  Dealers,  calling  attention  to  the  fact  that  on 
many  waste  materials  the  rates  were  higher  than  on  new  stuff. 
Commissioner  Aitchison  asked  if  that  was  not  due  to  the  fact 
that  there  are  commodity  rates  on  the  new  materials  from  their 
points  of  origin,  whence  they  move  in  large  volume,  while  the 
reclaimed  or  second-hand  materials  are  shipped  on  class  rates. 
The  witness  admitted  that  to  be  the  fact.  One  small  effect  is 
to  reduce  the  amount  of  reclaimed  material  because  the  scrap 
collected,  for  instance,  in  New  England  cannot  be  utilized  there, 
except  in  a  few  cases.  Scrap  iron,  he  said,  had  to  be  got  to 
Pittsburgh  or  left  unmoved.  Scrap  rubber  must  be  sent  to  Akron, 
O.,  or  left  unused,  he  said. 

"We  want  the  same  reductions  that  may  be  made  on  iron 
and  steel,"  said  Masman.  "The  iron  and  steel  men  asked  for 
the  elimination  of  the  Ex  Parte  74  increases,  and  we  should 
have  as  much.  Scrap  iron  should  take  the  pig  iron  rate  instead 
of  the  billet  rate.  It  is  a  raw  material  in  the  making  of  steel. 
Unless  reductions  are  made  the  waste  material  business  cannot 
continue." 

According  to  Charles  M.  Haskins,  the  value  of  reclaimed 
waste  materials  was  about  $1,500,000,000  annually.  He  said  he 
was  not  speaking  for  what  are  known  as  junk  dealers,  but  for 
merchants  whose  business  is  not  such  as  to  require  a  license 
under  the  police  powers.  The  prices  of  waste  materials,  he  said, 
are  lower  than  pre-war  and  lower  than  the  average  for  the  last 
21  years.  The  Department  of  Commerce,  for  years,  he  said,  had 
been  urging  the  saving  and  reclamation  of  what  were  known  as 
waste  materials,  but  he  said  nothing  of  that  kind  could  be  done 
if  the  rates  were  to  be  such  as  to  yield  no  profit  to  those  de- 
sirous of  performing  that  service  for  the  country. 

M-r.  Haskins  disagreed  with  Mr.  Masman  with  regard  to 
some  scrap  iron  accumulated  at  Bristol,  N.  H.  The  latter,  in 
answer  to  questions  by  one  of  the  commissioners,  assented  to 
the  proposition  that  it  was  shipped  to  Pittsburgh  because  Pitts- 
burgh offered  more  for  it,  even  though  the  price  was  only  $1.85 
a  ton  net  to  the  dealer,  than  some  nearer  market. 

"There  was  no  market  nearer  than  Pittsburgh,"  said  Mr. 
Haskins.  "It  was  a  case  of  taking  the  small  amount  offered 
for  it  or  leaving  it  unsold.  That  is  one  of  the  peculiarities  of 
the  waste  material  business.  There  are  points  where  there  is 
large  consumption  of  reclaimed  materials,  but  there  is  no  par- 
ticular point  of  production  of  the  waste  materials.  They  use 
rubber  on  the  Pacific  coast,  as  in  other  parts  of  the  country, 
but  the  rubber  for  reworking  must  be  hauled  across  the  country 
or  not  used  at  all.  It  is  not  a  question  of  selling  in  a  nearer 
market.  Rubber,  during  the  war,  brought  to  the  waste  material 
dealer  less  than  before  the  war.  It  was  one  of  the  materials 
that  did  not  have  a  war  boom.  Rags  were  supposed  to  have 
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gone  away  up.  Tbe  (act  is  that  only  certain  kinds  of  cuttings 
from  new  woollen  cloth  went  up  to  as  high  as  60  cents  per  pound. 
Such  isolated  price  levels  attracted  attention." 

Frederick  M.  Chase,  secretary  of  the  Waste  Paper  Mer- 
chants' Association  of  New  York,  said  the  motor  trucks  had 
taken  the  business  for  distances  of  30  miles,  because  they  could 
haul  cheaper  than  the  railroads  under  existing  rates.  Normal 
shipments,  he  said,  averaged  200  cars  per  day  from  New  York, 
but  at  present  only  80  were  being  sent  out  by  railroads.  Not 
all  this  diminution,  he  said,  was  due  to  high  rates.  Fifty  cars 
per  day,  he  estimated,  as  being  due  to  business  depression,  while 
70  carloads  are  being  dumped,  or  not  picked  up  as  being  not 
marketable  under  the  present  rates.  He  estimated  the  carriers 
lost  from  $5,000-  to  $12,000  a  day  on  account  of  conditions  out- 
lined by  him.  Practically  nothing  was  moving  West,  he  said. 
The  1916  basis,  he  said,  should  be  restored  so  as  to  bring  back 
all  the  former  markets  and  displace  the  motor  truck. 

John  J.  Low,  manager  of  the  freight  rate  department  of 
Briggs  &  Turivas  of  Chicago,  submitted  exhibits  to  show  pig  iron 
rates  lower  scrap  rates.  He  admitted  the  carriers  had  made 
some  adjustments  recently.  He  asked  for  the  elimination  of 

Parte  74  increases.  First,  however,  he  said,  the  railroads 
should  remove  the  discrimination  against  scrap  iron. 

"I  don't  aay  the  carriers  should  handle  scrap  iron  at  a  loss, 
but  I  do  say  they  should  not  charge  more  for  moving  It  than 
for  moving  pig  iron,"  said  Mr.  Low. 

R.  M.  Booher.  traffic  manager  for  the  Wilkoff  Company  of 
Youngstown,  O..  asked  for  the  removal  of  the  Ex  Parte  74  in- 
creases. Practically  no  scrap  Iron  is  moving  from  eastern  points, 
he  said,  because  of  the  high  rate*.  The  business  was  demor- 
alized, he  said,  because  70  per  cent  of  the  scrap  used  at  Youngs 
town  most  move  from  distant  points. 

A.  B.  Alpirin.  Omaha,  a  scrap  iron  dealer,  asked  for  specific 
reductions  on  rates  from  Omaha  to  Chicago.  St.  Louis.  Kansas 

.  Peoria  and  Denver,  which  ranged  from  20  to  50  per  cent. 

y  per  cent  of  the  scrap  dealers  In  the  small  cities  or 
braska.  he  said,  were  out  of  business. 

Live   Stock   Men   Ask    More    Reduction* 

A  charge  that  the  railroads  had  not  borne  their  part  of  the 
burden  of  deflation  was  laid  against  them  by  live  stock  exchange 

reals  that  also  claimed  to  be  speaking  for  the  producer*  of 
lire  stock,  at  the  morning  session.  February  21.  It  was  made 
In  various  forms,  but  when  Kenneth  F.  Hurgest..  of  the  Burling- 
ton, asked  A.  F.  Stryker.  secretary  of  the  Omaha  exchange,  what 
the  exchange  Interests  were  claiming,  he  gave  a  pointed  answer. 

"We  are  claiming."  said  the  witness,"  that  you  hare  not 
home  your  share  of  the  burden  of  deflation  while  we  and  others 
bare." 

The  witnesses  were  Harry  R.  Park,  traffic  manager  for  th« 

Chicago  Lire  Stock   Exchange,  and   Mr.  Stryker.  the  secretary 

•:ie  Omaha  exchange,  who  said  he  had  been  secretary  for  16 

years  and  connected  with  the  exchange  for  32  yean.     Each  put 

In  a  great  mass  of  data  tending,  as  they  claimed,  to  show  that 

freight  rate,  notwithstanding  the  reduction  of  about  20  pel 

In  the  rate*  In  excess  of  60  cents  per  100  pounds,  and  the 

0  per  cent  reduction  on  rates  leas  than  60  rents,  constituted  a 

disproportionate  Item  In  the  general  expense  of  doing  business. 

Mr.  Park  dealt  with  Chicago  and  Mr.  Stryker  with  Omaha. 

Commissioners  Hail  and  Altchlson.  before  Mr.  Park  had  got 
Into  his  testimony,  undertook  to  find  out  upon  what  he  based 
his  claim  that  he  was  a  representative  of  the  shipper  and  the 
buyer  Instead  of  the  buyer  only. 

J.  3.  Boyd.  the  secretary  for  the  Chicago  exchange,  acting 
as  attorney  for  the  witness,  explained  that  the  claim  of  acting 

•!>«•  producers  was  founded  upon  the  fart  that  producers 
railed  on  them  to  get  rates  put  down.  The  exchange  men  there- 
fore believed  they  were  authorised  to  speak  for  the  producers, 
especially  for  those  doing  business  with  them. 

In   regard   to  his   exhibits.   Mr.   Park   claimed   they   proved 

iuslvely  that  the  lire  stock  business  had  been  restored  to 
normalcy.  Therefore  he  concluded  that  freight  rates  higher 
than  pre-war  were  unfair  and  unreasonable  to  the  producer  out 
»f  whose  pocket,  he  said,  they  were  taken. 

Railroad  men.  he  said,  claimed  the  right  to  Impose  high 
rate*  on  live  stock  on  the  ground  they  perform  an  expedited 
and  rery  expensive  service  for  the  shippers.  Park  undertook 

iow  that  to  be  mere  imagination.  In  the  first  place,  he 
said  there  Is  no  equipment  that  makes  more  round  trips  than 
the  stock  car,  in  a  given  length  of  time.  There  wer«-  kinds  of 
'•quipm-  nt  that  showed  a  smaller  percentage  of  empty  mileage. 

ild.  bat  It  was  not  so  expedltlously  used.    As  to  facilities 

•Hiding  at  country  stations,  he  said  they  were  a  joke,  con- 
sisting usually  of  a  fence  to  constitute  a  pen  and  a  chute  which 
the  shippers  had  to  keep  in  repair,  generally,  because  the  rail- 
roads would  not.  The  railroad  agent  at  a  place  where  live  stock 
was  loaded,  he  said,  seldom  went  to  the  loading  pen.  even  to 
se*  the  loading  was  properly  done 

Another  thing  agalnM  which  he  directed  satirical  remarks 
was  the  lengthening  of  the  time  schedules  and  the  restriction 
of  the  shipper'*  right  to  dispatch  his  freight  to  one.  two  or  three 
day*  per  week.  That  was  done  during  Railroad  Administration 


days  so  as  to  have  the  live  stock  moved  in  solid  trains  instead 
of,  as  before  federal  control,  in  mixed  trains,  whenever  the 
shipper  offered  it.  Instead  of  allowing  the  shipper  to  load  in 
the  evening,  Mr.  Park  said,  the  railroads  have  so  arranged  their 
schedules  as  to  compel  loading  in  tlie  morning,  which,  he  said, 
meant  that  the  stock  men  had  to  bring  in  their  cattle  to  the 
loading  pens  the  evening  before,  keep  the  cattle  in  the  pens  and 
go  to  other  expenses  to  comply.  The  net  result,  he  said,  was 
to  put  many  of  the  stations  from  which  live  stock  is  sent  to 
Chicago,  twenty-four  hours  further  away  than  formerly.  The 
railroads,  he  said,  in  answer  to  questions,  justified  the  length- 
ening of  their  schedules  to  their  straitened  financial  condition 
and  their  desire  to  be  relieved  from  the  compulsion  of  trying 
to  reach  a  particular  market  on  a  particularly  fast  schedule. 
Clifford  Thorne  asked  if  that  claim  was  made  in  behalf  of  the 
prosperous  carriers,  like  the  Burlington  and  Santa  Fe,  earning 
as  high  as  twenty  per  cent.  Mr.  Park  said  it  was.  He  said,  in 
answer  to  another  question,  that  some  railroads  had  improved 
some  of  their  schedules,  but  no  railroad  had  improved  all  its 
schedules. 

Some  of  his  figures  showed  that  in  1913  the  freight  rate 
constituted  1.83  per  cent  of  the  value  of  the  animal.  In  1919,  it 
was  1.06  per  cent,  and  in  1921,  he  said,  it  was  3.27  per  cent,  or 
193  per  cent  of  what  it  had  been  in  pre-war  days.  In  1913  the 
car-mile  was  19.67  cents  and  in  1921.  41.3  cents. 

Mr.  Burgess  called  attention  to  the  fact  that  the  price  of 
hogs  and  sheep  since  January  1  had  gone  up  more  than  $2  a 
100  pounds,  or  about  five  times  the  rate  from  Missouri  river 
points  to  Chicago,  as  a  challenge  to  Mr.  Parks'  testimony  that 
there  had  been  a  slight  improvement  in  price.  Mr.  Park  indig- 
nantly said  his  statement  bad  been  there  had  been  a  slight  Im- 
provement in  comparison  with  the  average  pre-war  price,  for 
which  he  thanked  God  and  prayed  that  It  would  go  higher. 

"Is  that  also  the  prayer  of  the  consumer?"  asked  Mr.  Hall. 
"I  do  not  represent  the  consumer."  said  the  witness. 
"We  believe  and   we  do   represent   the   producers   of   live 
stock."  said  Mr.  Stryker.    "The  live  stock  producer  Is  no  nearer 
to  his  lawyer  nor  his  family  doctor  than  we  are  when  we  cash 
his  year's  production  of  animals." 

Mr.  Stryker  submitted  exhibits  showing  price  fluctuations 
in  relation  to  items  of  expense,  including  freight  rates  on  ship- 
ments from  within  and  beyond  300  miles  from  the  Omaha  mar- 
ket. Commissioner  Hall  tried  to  get  an  Idea  from  him  as  to  Hi- 
causes  of  the  violent  fluctuations  at  various  markets  at  different 
times.  He  said  he  knew  of  nothing  other  than  demand.  As  to 
the  present  upward  bulge  In  the  price  of  hogs  he  suspected  it 
was  due  to  the  bull  market  Ideas  of  the  pickers  other  than  the 
"big  fire."  The  latter,  he  said,  it  was  general  knowledge,  be- 
lieved that  the  coming  year  would  be  an  era  of  low  prices.  They 
hare  therefore  not  been  In  the  market  for  hogs  at  high  prices. 
The  'iii'  -."  he  said,  bad  taken  all  offered,  the  result 

being  higher  prices  than  have  prevailed  for  a  long  time  past. 
He  suspected,  he  said,  the  big  packers  have  a  smaller  supply  of 
provisions  In  their  cellars  than  they  have  indicated  by  their 
lack  of  Interest  In  hogs.  Independent  packers,  that  Is  packers 
not  Included  In  the  "big  fire,"  he  said,  took  about  fifty  per  cent 
of  the  hogs  sent  to  the  Omaha  market.  One  order  buyer,  he  said, 
practically  every  day.  is  a  heavier  buyer  than  any  of  the  "big 
five." 

As  to  the  prices  offered  by  the  "big  five."  he  said  it  was 
common  knowledge  that  the  buyers  for  the  big  packers  do  not 
exercise  their  own  judgment.  They  get  orders  from  the  heads 
of  the  buying  departments  to  offer  so  much  for  hogs.  If  the 
other  buyers  offer  more,  they  obtain  them.  Big  packers,  he  said, 
were  caught  short  the  same  as  other  buyers  and,  as  a  rule,  he 
said,  all  the  buyers  know  when  Armour  &  Company,  for  pur- 
poses of  illustration,  had  been  caught  short,  and  govern  them- 
selresaccordingly. 

™^rter  Messrs.  Park  and  Stryker  had  claimed  they  spoke  for 
producers  as  well  as  for  the  commission  men  at  the  primary 
markets  when  they  asked  for  lower  rates  on  live  stock.  Mr. 
Boyd.  acting  as  their  attorney,  proceeded  to  prove  that  declara- 
tion by  putting  on  the  stand  men  who  described  themselves  as 
farmers.  He  also  brought  forward  as  witnesses  executive  offi- 
cers of  farm  federation  bureaus  and  local  organizations  of  live 
stock  shippers. 

Farmers  Testify 

If  V.  Davison  was  the  first  of  those  designating  themselves 
as  farmers  to  offer  an  opinion.  He  said  the  farmer  must  have 
reductions  in  freight  rates.  With  approval  he  quoted  the  figures 
of  Secretary  Hoover,  an  to  the  prices  of  basic  commodities,  to 
support  his  declaration  that  the  price  of  live  stock  was  less  than 
in  1113.  The  Hoover  figures  showed  the  price  of  live  stock,  on 
the  average,  to  be  only  93  per  cent  of  the  1913  price. 

Cattle  feeding  data  of  great  detail  were  submitted  by  Mr. 
Davison.  the  tables  showing,  down  to  the  ounces,  how  many 
pounds  of  feed  would  have  to  be  fed  to  an  average  animal  to 
produce  a  given  number  of  pounds  of  flesh. 

On  cross-examination,  he  admitted  the  recent  increase  In 
the  prices  of  hogs  and  sheep.  He  also  admitted  that  If  all  the 
hogs  could  be  sold  on  the  same  day  at  the  prices  that  have 
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recently  prevailed,  the  owners  of  hogs  would  be  $143,000,000 
better  off  than  if  they  sold  at  prices  prevailing  in  the  latter 
part  of  last  year.  He  also  admitted  that  if  the  same  thing 
were  possible  with  regard  to  sheep-  the  owners  of  sheep  would 
have  $51,000,000  more  in  their  pockets  than  if  they  had  sold  at 
the  low  prices  of  December. 

E.  A.  Beamer,  a  farmer  of  Blissfield,  Mich.,  a  few  miles 
from  Toledo,  O.,  who  shipped  his  grain-fed  cattle  to  the  Buffalo 
market  because  he  deemed  it  better  than  the  Chicago  market; 
presented  detailed  bookkeeping  figures  on  two  lots  of  cattle, 
consisting  of  15  head  each,  on  which  he  said  he  had  sustained 
an  average  loss  of  $33.70  per  head,  because  he  had  to  sell  his 
fat  cattle  for  just  about  what  he  had  paid  for  it  as  feeders. 
The  freight  rates  on  the  two  lots,  he  said,  amounted  to  12.5 
per  cent  of  the  cost  of  producing  the  cattle  and  they  constituted, 
in  his  opinion,  the  only  item  of  expense  much  out  of  line.  But 
inasmuch  as  he  paid  only  $244.33  as  freight,  both  inbound  and 
outbound,  free  transportation  would  not  have  enabled  him  to 
have  avoided  loss. 

Rates,  he  said,  should  come  down  from  25  to  50  per  cent, 
else  the  live  stock  industry  could  not  live.  He  read  into  the 
record  resolutions  adopted  by  a  local  organization  of  live  stock 
shippers  expressing  the  same  general  idea. 

"Do  you  thing  we  should  decide  cases  by  counting  the  num- 
ber of  petitions  for  and  against  a  proposal  of  this  kind?"  asked 
Commissioner  Aitchison. 

"By  no  means,"  said  the  witness.  "The  meeting  asked  me 
to  present  its  views  and  I  have  done  so,  with  your  permission." 

R.  B.  Hayes  Tieche,  secretary  and  treasurer  of  the  Nash- 
ville (Mich.)  Co-operative  Association  of  Live  Stock  Shippers, 
quoted  many  freight  rates  paid,  as  he  said,  by  members  of  the 
association,  showing^  increases  since  1916  greater  than  100  per 
cent.  Live  stock,  he  said,  however,  in  general,  was  selling  for 
less  than  1916  prices.  In  his  opinion,  freight  rates  were  much 
out  of  line. 

M.  J:  Murphy  of  Chicago,  a  public  accountant,  presented 
several  pages  of  statistics  concerning  the  financial  condition  of 
carriers  which  were  prepared  originally  for  presentation  in 
docket  No.  12630,  now  on  the  suspense  docket.  His  analysis 
covered  the  operations  of  100  class  I  roads  to  show  that  their 
condition  was  not  as  deplorable  as  attorneys  and  traffic  man- 
agers for  the  railroads  seemed  to  desire  the  public  to  believe. 

J.  M.  Richardson,  secretary  and  traffic  manager  of  the  De- 
troit Live  Stock  Association,  submitted  comparisons  of  freight 
rates  in  1914  and  1921,  and  prices  of  live  stock  in  the  same 
years,  all  with  a  view  to-  demonstrating  the  maladjustment  of 
freight  rates  in  relation  to  the  prices  of  other  things  the  live 
stock  man  must  buy,  and  what  he  has  to  sell. 

Commission    Asks  for   Information 

The  Commission,  February  21,  served  notice  upon  the  car- 
riers that  it  requires  certain  information  in  connection  with 
its  consideration  of  No.  13293,  the  general  rate  inquiry,  and 
directed  them  to  have  the  information  ready  for  submission  in 
the  time  allotted  them  for  rebuttal  testimony.  The  notice  was 
read  into  the  record  by  Commissioner  Hall,  presiding  as  chair- 
man of  the  division  that  is  hearing  the  testimony.  It  was  as 
follows : 

1.  The  carriers  are  requested  to  furnish  separately  for  the  east- 
ern, southern  and  western  groups,  the  western  group  to  include  the 
mountain  Pacific  group,  and  for  the  United  States  as  a  whole,  financial 
statements  for  a  constructive  year  based  upon  the  operations  of  tne 
calendar  year  1921,  modified  in  accordance  with  the  most  recent  avail- 
able factors  of  rate  changes,  volume  of  traffic  and  operating  costs, 
including  taxes. 

2  The  railroads  and  the  Pullman  Company  are  requested  to 
furnish,  so  far  as  practicable  within  the  time  available,  an  analysis 
of  the  revenues  and  expenses  of  carrying  passengers  in  Pullman  cars 
as  contrasted  with  passengers  handled  in  other  equipment,  on  both 
passenger-mile  and  car-mile  bases.  Such  analysis  should  show  the 
revenues  derived  from  passengers  handled  in  Pullman  cars,  indicating 
separately  (a)  the  revenue  from  the  regular  passenger  fare,  (b)  from 
the  surcharge,  and  (c)  from  Pullman  contracts  or  other  sources.  Ex- 
penses should,  as  far  as  possible,  be  analyzed  on  both  car-mile  and 
passenger-mile  basis  to  Indicate  the  difference  in  the  expense  of 
handling  passengers  in  Pullman  cars  as  contrasted  with  the  expenses 
In  other  equipment.  The  year  1921  should  be  used,  if  possible.  If  not. 
such  other  period  for  which  the  data  are  available  should  be  used. 

3.  Such  analysis  also  should  show  a. comparison  of  the  number  of 
passengers   per  car  carried   in   Pullmans   and   in   coaches  by  months, 
1920  and  1921,  and  by  years,  1915  to  1921,  inclusive. 

4.  To  what  extent  did  the  increased  fares  established  by  the  Pull- 
man  Company   May   1.    1920,    increase   the   revenues   of   the   railroads 
received  from  the  Pullman  Company  under  contractual  arrangements, 
for  the  calendar  year  1921. 

5.  Statements  should   be   furnished   showing  for  each   commodity 
class  used  In  the  regular  quarterly  reports  of  commodities,   both  the 
number   of   tons    (Including   tons   from    connecting   carriers)    and    the 
freight   revenue   for   the   calendar   year    1921,    from    all   carriers   that 
regularly  compile  such  Information. 

6.  The   carriers   are    asked    to   furnish    specific    information    with 
respect  to  the  effect  of  rate  reductions  upon  the  movement  of  traffic. 
Their  testimony  has  consisted  largely  of  opinions  of  witnesses  to  the 
effect  that  the  reductions  heretofore  made  have  not  stimulated  traffic. 
Specific  figures  for  representative  tonnage  before  and  after  Important 
rate  reductions   should,   as  far  as   possible,   be   furnished.     Particular 
attention  Is  called  to  the  reductions  on  iron  ore  In  eastern  territory 
effective   about   October  1.    1921,   and   upon   export   rates   on   iron   and 
steel  articles  effective  In  the  latter  part  of  that  year.     The  effect,  If 
any,  that  these  reductions  may  have  had  on  the  movement  of  traffic 
can  be  furnished  by  the  American  Railway  Association  from  their  car 
loading  statistics. 


Where  shippers  assert  that  a  reduction  in  rates  has  stimulated 
the  movement  of  traffic,  they  should  furnish  figures  on  which  such 
assertions  are  made. 

Packers  Testify 

Asking  for  reductions  in  rates  on  live  stock,  fresh  meat  and 
packing  house  products,  and  the  restoration  of  relationships,  rep- 
resentatives of  live  stock  associations,  of  big  and  little  packers, 
February  22,  pointed  out  to  the  Commission  that  prices  on  live 
stock  and  the  products  of  slaughter  have  gone  down  to,  and  in 
some  instances,  below  the  1914  level,  so  that  if  rates  then  were 
reasonable,  they  are  at  present  more  than  reasonable. 

"We  express  no  opinion  as  to  whether  the  carriers  can  stand 
a  general  rate  reduction,"  said  C.  B.  Heinemann,  secretary  of 
the  Institute  of  American  Meat  Packers,  the  first  witness  for  the 
allied  meat  interests.  "If  they  can,  we  think  the  reductions 
should  apply  on  live  stock  and  all  products  thereof.  We  think 
the  reductions  should  apply  on  live  stock  and  all  products 
thereof.  We  think  the  reductions  should  be  made  in  the  same 
manner  the  increases  were  added,  that  is  by  percentages." 

In  behalf  of  the  Southern  Lave  Stock  Association,  Mr.  Heine- 
mann asked  for  a  scale  of  rates  based  on  the  cattle  rates  in  the 
Shreveport  case,  inflated  by  the  increases  authorized  in  Gen- 
eral Order  No.  28  and  Ex  Parte  74  and  then  deflated  20  and  10 
per  cent,  to  take  care  of  the  reductions  made  in  the  western  live 
stock  case  and  the  general  reduction  in  the  rates  on  farm,  gar- 
den, orchard  and  range  on  January  1.  In  comparison  with  rates 
in  '914,  the  witness  said  rates  now  range  from  96.9  to  136  per 
cent  above,  while  the  prices  of  live  stock  and  the  products  of 
slaughter  are  as  low  or  lower  than  in  that  year.  As  to  pas- 
senger fares,  Heinemann  said  he  had  no  opinion  to  express. 
That  was  his  answer  to  Commissioner  Hall. 

Speaking  directly  for  the  shippers  of  live  stock,  Samuel  H. 
Cowan,  as  a  witness  for  the  American  National  Live  Stock 
Association  and  the  American  Farm  Bureau  Federation,  said  the 
War  Finance  Corporation  was  extending  credit  to  the  extent 
that,  and  when,  the  cattle  can  be  used  as  collateral,  so  to  speak. 
Contrary  to  a  general  impression,  expenses  on  the  ranges  have 
not  been  reduced  as  much  as  people  think,  he  said.  He  referred 
to  the  testimony  in  docket  No.  12146,  the  live  stock  case,  as 
setting  forth  conditions  then  and  as  applicable  now  because 
there  has  been  but  little  if  any  change  since  then.  The  railroad 
lawyers  agreed  to  accept  the  testimony  in  that  case  as  the  pre- 
sentation of  the  case  for  the  live  stock  men  in  this  inquiry. 
The  Texan  offered  letters  written  to  him  by  live  stock  men  who 
had  not  the  money,  he  said,  to  come  here  and  testify.  He 
adopted  what  they  said  and  read  them  into  the  record  as  his 
views  in  support  of  his  contention  that  there  should  be  a  still 
further  reduction  in  rates  on  live  stock. 

The  establishment  of  emergency  rates,  he  said,  would  move 
a  lot  of  cattle  out  of  the  Southwest  to  the  pastures  in  states 
farther  north.  His  opinion  was  that  the  movement  would  be 
much  larger  than  it  was  a  year  ago  when  the  railroads  were  dis- 
appointed that  the  low  rates  made  for  that  purpose  did  not  bring 
a  larger  traffic. 

Clifford  Thome,  as  counsel  for  the  interests  for  which  Mr. 
Cowan  was  speaking,  said  it  was  the  opinion  of  the  live  stock 
men  that  the  rates  for  short  hauls  should  be  reduced  even  as 
the  long  haul  rates  were. 

Accepting  the  government's  linking  together  of  the  five  big 
packers  as  a  logical  grouping  for  rate  purposes,  although  one  of 
them  has  no  plant  east  of  the  Missouri  river  and  there  is  always 
dispute  as  to  the  proper  relationship  of  rates  between  the  Mis- 
souri and  Mississippi,  F.  W.  Ellis,  traffic  manager  for  Armour 
&  Company,  in  behalf  of  that  company,  Swift  &  Company,  Morris 
&  Company,  Cudahy  Packing  Company  and  Wilson  &  Company, 
asked  that  if  any  reductions  in  rates  were  made,  to  have  fresh 
meats  and  packing  house  products,  in  the  interest  of  the  seller 
of  live  stock  and  of  the  packer,  placed  at  the  head  of  the  list  of 
commodities  upon  which  reductions  were  to  be  made.  His  argu- 
ment was  that  the  price  the  packer  obtains  is  the  measure  of 
what  he  can  pay  to  the  stock  man,  and  freight  rates  being  an 
item  of  cost  in  production,  they  affect  the  price  which  the  packer 
can  obtain  in  selling  his  product  in  competition  with  the  packers 
and  slaughterers  that  do  a  local  business  in  the  eastern  cities. 

Commissiener  Hall  scored  the  witness  on  a  point  which 
seemed  to  arise  from  the  failure  of  the  witness  to  understand  or 
grasp  what  the  Commissioner  wanted  to  know.  One  of  the 
questions  the  commissioner  asked  was  as  to  whether  the  wit- 
ness knew  of  sales  in  eastern  cities  less  than  the  Chicago  price. 
The  witness  said  he  did  not;  that  he  assumed  the  price  in  the 
eastern  cities  would  have  to  be  higher  on  account  of  the  cost  of 
getting  the  meat  to  the  eastern  markets.  He  said,  however,  he 
was  not  so  familiar  with  prices  as  the  man  having  control  of  the 
sales. 

On  further  examination  by  Ross  D.  Rynder,  acting  as  at- 
torney for  the  big  five,  the  witness  answered  questions  about 
the  presumptive  effect  of  local  competition  in  the  eastern  cities. 

Thereupon  Mr.  Hall  observed  the  witness  seemed  to  have 
information  about  prices  enabling  him  to  answer  Mr.  Rynder's 
questions  but  not  those  put  by  him. 

Mr.  Rynder  suggested  that  he  had  understood  Mr.  Hall  to 
ask  Mr.  Ellis  whether  the  latter  had  known  of  any  instance  in 
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which  the  prices  in  the  eastern  cities  was  lower  than  the  Chi- 
cago price  and  the  witness  had  said  he  did  not,  but  that  he  was 
not  so  familiar  with  prices  as  men  having  direct  charge  of  sales. 
Mr.  Hall,  however,  seemed  not  to  be  satisfied  with  Rynder's 
effort  to  show  that  the  witness  had  answered  the  commissioner's 
question  and  had  excused  himself  for  not  being  able  to  give  a 
more  direct  answer  by  saying  he  was  not  so  familiar  with  prices 
as  the  men  in  charge  of  sales.  He  dropped  the  incident  by  ob- 
serving that  the  record  would  show  the  question  and  answer. 
In  part  Mr.  Ellis  said: 

The  carriers  have  submitted  to  the  Commission  In  great  detail, 
data  concerning  their  present  operating  costs  and  revenues.  We 
have  not  undertaken  to  analyze  these  data  and  express  no  opinion 
a*  to  the  conclusion  to  be  drawn  therefrom.  We  know  they  will  be 

fully  analyzed  by  the  Commission  and  that  the  Commission  will 
mine  whether,  in  view  of  the  facts  before  It.  a  general  reduc- 
tion in  freight  rates  can  be  made  at  this  time.  If  a  general  reduction 
In  freight  rates  I*  made,  we  believe  that  It  should  not  be  applied 
to  those,  commodities  that  have  already  been  reduced,  such  as  live 
stock,  grain,  etc..  unless  the  percentage  of  reduction  should  exceed 
the  amount  of  the  reduction  already  made  on  these  commodities. 
That  la  to  say,  the  reduction  already  made  on  these  commodities 
should  be  credited  against  any  further  reduction  In  freight  rates  that 
may  be  found  possible. 

If.  however.  It  should  not  be  deemed  possible,  nor  In  line  with 
sound  public  policy,  to  make  a  general  decrease  in  all  freight  rates, 
and  If  the  policy  suggested  In  some  high  quarters  should  be  followed 
of  making  such  reductions  as  are  possible  upon  basic  commodities, 
then  we  believe  that  fresh  meat  and  packing  house  products  should 
be  placed  at  the  head  of  the  list  upon  which  such  reductions  may  be 
accorded,  a*  soon  as  It  may  be  justified  by  the  conditions  of  the 
carriers'  revenues.  Some  of  the  r«asons  for  this  position  are  obvious: 

First:  Fresh  meat  and  packing  bouse  products  are  among  the  most 
Important  foods  consumed  by  the  people.  Any  reduction  In  the  rates 
on  these  commodities  tends  to  reduce  the  price  at  which  these  Impor- 
tant food  products  can  be  purchased  by  the  consuming  public. 

Second:  If  Importance  Is  to  be  attached  to  the  welfare  of  the 
agricultural  population,  which  Is  urged  from  all  quarters  at  this  tint*. 
It  must  be  apparent  that  reductions  In  rates  on  fresh  meats  and  pack- 
Ing  house  products  are  as  Important  to  the  live-stock  producers  as 

reductions  In  the  rates  on  the  live-stock  Itself.  At  least  two 
freight  rate*  are  paid,  namely,  the  rates  on  the  live  stock  to  the 
market  and  the  rate  on  the  meat  from  the  markets  where  the  large 
packing  plants  are  located  to  consuming  territories.  These  must  ulti- 
mately be  borne  by  the  producer  of  the  live  stock  or  the  consumer 
of  the  meat,  or  packer:  and  every  Increase  In  the  packer's  expense 
°r.fr*f.ht  rmt'">  ••Peelally  If  differentials  are  out  of  line,  reacts  and 
this  reflects  back  on  the  producer  or  consumer.  The  prices  which 
are  paid  for  live  stock  and  those  which  can  be  obtained  for  meat  In 
consuming  territories  are  fixed  br  competitive  Influences.  Given  a 
price  for  beef  In  New  York,  which  Is  beyond  the  control  of  a  single 


packer   or  group 

account  of  freight  rates.  It  must  be  apparent  that  the  price 

forjlve  stock  at  Chicago  or  at  the  Missouri  River  Is  seriously 


of  packers   to  establish,   or   which   la   too   high   on 
fit  rates.  Itjnust  be  apparent  that  the  price  the  packer 


.  .  . 

affected.  Therefore,  the  freight  rate  on  the  finished  products  Is  as 
Important  In  determining  the  price  which  ran  be  paid  for  live  stock 
as  Is  the  freight  rate  on  the  live  stock  Itself  from  th-  producing  sec- 
tions to  the  markets. 

Prmctlc*il)r,  *"i.of  tb*  rmu*  35*?i.whlcl1  *****  to  •»  Important 
movement  of  fresh  meat  and  packing  house  products  have  Indecent 
years  been  flxed  or  approved  by  the  Commission. 

It  Is  established,  therefore,  that  the  original  level  of  these  rates 
was  the  maximum  reasonable  level.  The  full  amount  of  all  general 

Tf  0M.S!~£^!-Jlp00  th^«  Prodort*.   »h'ch  ..Iv.nceV  haVe 
due jo  the  general  Increased  costs  of  labor  and   material,   both 

^^n  "?  t01"  *£?•  **••  t»«"»"«r  If  the*  operating 
SB"***  f*  ra" ">*d*  »>*»•,  been  or  mar  be  reduced  below  the  high 
level  which  warranted  the  last  Increase  In  rates.  It  would  appear  cer- 

SJSJi)!'  iJihe  /*'£  °"   frMh  m**u  mnd   P»ckln«  »«*»»«  Products  are 

reasonable  to   the   extent   that  may   be   measured    by   the   reduced 

operating  expenses  of  the  carriers,  and  that  to  omit  these  rnmnnfll 

uearrom  a  general  reduction  In  rates  would  certainly  single  them  out 

«J}f«r  '  buf*""  <>' t«r,«P«rtatlon  charges  while  favoring  other  com- 

lltles  with  reduction.,  although  the  Increased  costs  of  the  railroads. 

Ich  warranted  the  Increases  In  freight  rates  applied  alike  to  sll  com- 

•odltlea.   ana-  ""hough    the   reductions  In  operating  expenses,   If  .ml 

« MnJhk£  "SJ?bt*l^2- JT1"  •ppljr  *"«  "  toreSSW  to  fresh   meat. 
Product*  as  to  any  other  commodities  handled  by 


sh*  m«a>tnandb'Uer*  th*  pres*nl  Adjustment  of  rates  on  live  stock. 
Tlua    adjustment    has    resulted    In    dlsturhlnT^he    ordinary 
in    rJ?^        E*  £2&i2l*  ^JL"1"1   lu  Product.,   an.!    If  con- 

iSH.SSSAK^TO^^^5'5^  «"*  kM* 

Is&^^N^^.^saaS^s 

Thi   i»£2r^       ™i  il^JLI  me*t   Produc»«n  «nd   distribution, 
e    Prices    at   which    fresh   meats    and    packing    house    product. 

fh.W^J.  •*  "?  'mP°rt«nl  by-producta  are  nowhetai  soMWback  to 
CHr*t.?!    1'1<    •nd    ln    •om"    Instance,    lower.      If     therefore     th" 

SS|flfe2§  STT^weV-,:  S^fSfsSS  XX 
KT^IiE^rSS^^&SlSS?^ 

KSe.^SaVaL-sS 

^SQfsf&sMS^jS^vi^^ 

B^S^S^Si^'"sP7-^^B 

that  the  pucker  normally  operates  upon  en  extremely 
that  a   re3nct^^"»^?^."i^Arei?f^-P/>l£tr.d.  ""'    .'«  •**.">•  certain 


It    Is   our 


For   th«    reasons    above   briefly 
•meral 


ion  shall  be 


Packers,  from   Iowa   Heard 


Interior  Iowa  Packer*,  represented  by  Walter  E.  McCornack. 

r  a  readjustment  of  relationships  so  hogs,  raised  in  Iowa 

rould  not   bo  forced  to  the  East  for  slaughter  Instead  of  the 


slaughtering  being  done  near  the  point  of  production  of  the  raw 
material.  He  presented  two  witnesses,  Harry  Davis,  a  traffic 
man,  and  Robert  Sinclair,  president  of  one  of  the'  interior  Iowa 
packing  companies. 

Mr.  Davis  said  the  destruction  of  the  relationships  between 
live  stock  and  the  products,  between  Iowa,  the  Atlantic  and  the 
Pacific  coasts,  resulting  from  General  Order  28,  Ex  Parte  74,  and 
the  reductions  recently  made  on  live  stock,  threatened  the  exist- 
ence of  the  Iowa  packers.  He  stated  that  while  he  was  not  satis- 
fled  with  the  relationship  existing  prior  to  General  Order  28  he 
asked  at  this  time  that  the  Commission  restore  only  the  relations 
existing  prior  to  General  Order  28. 

Mr.  Sinclair,  president  T.  M.  Sinclair  &  Co.,  of  Cedar  Rapids, 
la.,  asserted  the  interior  Iowa  packers  were  In  full  sympathy 
with  President  Hardings  idea  that  the  raw  materials  should  be 
manufactured  near  their  sources.  He  asked  the  Commission,  in 
disposing  of  this  case,  to  establish  relationships  of  rates  so  that 
might  be  done. 

"It  Is  clear,"  said  Mr.  Sinclair,  "that  the  packers  who  have 
obtained  the  benefit  of  the  alterations  of  rates  on  these  ship- 
ments will  release  the  benefit  of  these  reductions  to  the  farmers 
only  to  such  extent  as  competition  will  force  them  to  do  so.  It 
is  also  clear  that  the  Iowa  packers  cannot  create  such  competi- 
tion unless  their  rates,  on  products  to  the  same  markets,  in  the 
East  and  elsewhere,  are  reduced  in  the  same  proportion  as  (he 
live  stock  rates." 

M.  \V.  Prickett.  representing  the  National  Wool  Growers 
Association,  presented  operating  statistics  of  typical  western 
lines  showing  them  to  be  in  good  financial  condition.  Therefore 
he  asked  for  a  continuance  of  the  20  per  cent  reduction  on  live 
stock. 

J.  Walter  Farrer.  speaking  for  the  National  Traders  Uve 
Stock  Exchange,  a  member  of  the  Kansas  City  exchange,  gave 
Infinite  details  of  the  operations  of  yard  traders  at  the  mar! 
His  point  was  that  the  feeders  can  not  pay  in  and  out  rates  on 
•  feeder  cattle.  Therefore  he  argued  for  reductions  as  a  stimulus 
to  the  cattle  feeding  business  as  a  benefit  to  everybody.  !!>• 
compared  prices  and  freight  rates  and  mentioned  the  recent 
Improvement  of  the  wool  market. 

'  \V.  Hillman.  accountant,  speaking  for  the  same  Interest. 
presented  a  mass  of  data,  originally  filed  in  I.  and  S.  No.  555. 
the  western  advanced  rate  caae  of  1914,  to  date.  It  referred 
exclusively  to  the  expense  of  operating  live  stock  trains  in  com- 
parison with  other  trains  with  a  view  to  disputing  the  claims  of 
the  railroads  about  special  services  at  out  of  the  ordinary  cost. 

O.  1C.  Camburn,  of  Boston,  director  oJ  the  division  of  animal 
husbandry  of  Massachusetts,  speaking  for  the  agricultural  depart- 
ments of  Massachusetts.  New  Hampshire,  Vermont  and  Maine, 
said  the  community  did  not  appear  to  know,  or  to  admit  if  they 
did.  that  live  stock  and  farming  were  Industries  In  New  Eng- 
land. He  pointed  out  that  the  value  of  the  live  stock  raised  in 
the  four  stat<  .ned.  In  1920,  was  $152,000,000.  He  did 

not  contend  that  live  stock  was  as  Important  in  New  England  as 
that  Industry  In  Iowa,  but  that  It  could  not  stand  rates  twice  as 
high  as  those  In  Iowa.  His  suggestion  was  that  the  New  Eng- 
land Mate*  should  be  on  a  parity  with  Iowa. 

OH  Industry  Has  Its  Say 

strangest   phase  of  the  Commission's  general   inquiry 

into  rates  yet  developed  was  presented  February  23,  when  Fay- 

I!     !><i».   r     D    Chamborlln   and   Clifford   Thorne,  attorneys 

who  have  long  represented  the  petroleum  Industry  as  a  whole 

•or  some  parts  pf  It.  put   ten  witnesses  on  the  stand  to  show 

that  existing  rates  are  too  high  for  those  compelled  to  depend 

on  railroads  for  transportation. 

Th>-  fact  that  amazed  railroad  lawyers  was  that  the  Industry 
In  I9£J  produced  and  marketed  the  largest  amount  of  oil  It  ever 
ImH  Ifhne.  yet  the  year  was  one  of.  If  not  the  worst  year  it  had 
ever  known,  according  to  the  declarations  of  the  witnesses  and 
the  figure*  they  submitted.  Their  general  spokesman  was  R.  L. 
UYlc  !..  Kcneral  secretary  and  counsel  for  the  American  Petroleum 
Institute,  for  which  Mr.  Dow  was  acting  as  counsel. 

i  in  cross  '•\.uiiinallon  M.  G.  Roberts,  attorney  for  the  St. 
Ixjulu  San  Francisco,  summarized  the  facts  about  the  increase 
In  production  and  then  asked  if  it  was  not  the  largest  and  most 
profitable  year  the  Industry  had  had.  Large  production  seemed. 
apparently,  to  Mr.  Roberts  to  be  synonymous  with  prosperity 
and  profit,  because  the  volume  of  business  had  increased  since 
the  Ex  Parte  74  Increase  In  rates  was  made.  He  received  an 
astonishing  answer. 

on  tin-  contrary',  it  was  the  worst  year  the  Industry  ever 
exp»  ^alii  the  witness.    "I  think  the  industry  was  over- 

producing In  practically  every  month  of  the  year  and  it  under- 
went the  most  violent  fluctuations  in  prices  and  losses.  You  are 
overlooking  the  fundamental  fact  that  no  matter  how  much  you 
produce  and  sell.  If  you  have  a  large  stock  left  you  run  Into 
periods  of  ruinous  prices.  In  February  of  1921  the  increase  In 
stocks  was  such  that,  if  kept  up  for  the  year,  the  surplus  would 
have  been  196,000,000  barrels.  In  the  latter  part  of  the  year, 
things  came  nearly  to  an  equilibrium  and  the  result  was  a  sud- 
den demand  for  crude,  sending  the  price  of  mid-continent  crude 
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from  $1  to  $2  per  barrel.     Changes  in  the  oil   Industry  come 
over  night." 

Mr.  Roberts  subjected  the  witness  to  a  long  cross-examina- 
tion against  the  protest  of  Mr.  Dow,  who  said  other  witnesses 
would  answer  the  questions  that  were  being  asked.  Mr.  Rob- 
erts Insisted,  however,  that  he  was  saving  time  by  asking  Mr. 
\\vich  questions.  His  last  question  was  as  to  the  modesty  of 
the  freight  rate  on  gasoline  from  Tulsa  to  St.  Louis  in  compari- 
son with  the  gross  revenue  obtained  by  the  retailer.  He  said 
that  when  gasoline  was  selling  at  Tulsa  for  11%' cents  per  gal- 
lon at  the  refinery  it  was  retailing  in  St.  Louis  for  19  cents 
and  the  freight  rate  was  2  cents  per  gallon,  or  33  cents  per  100 
pounds.  He  wanted  to  know  if  that  was  not  a  rather  modest 
charge  in  comparison  with  the  rate.  The  witness  said  it  would 
be  ridiculous  to  compare  rates  without  taking  all  the  products 
that  came  out  of  a  barrel  of  crude. 

Mr.  Welch  presented  a  multitude  of  figures  showing  the 
exports  of  gasoline  to  be  12  per  cent  of  the  total  production; 
miscellaneous  uses,  8  per  cent;  tractors,  10  per  cent;  trucks, 
30  per  cent;  and  passenger  automobiles,  40  per  cent.  He  esti- 
mated that  automobiles  owned  by  farmers  numbered  3,000,000 
and  that  of  the  10,000,000  automobiles  5,000,000  were  passenger 
vehicles,  but  not  devoted  exclusively  to  pleasure.  His  conclu- 
sion was  that  not  more  than  15  per  cent  of  the  gasoline  pro- 
duction of  the  country  was  devoted  to  pleasure  riding.  His 
thought  was  that  of  all  of  the  commodities  of  wide  distribution 
a  smaller  percentage  of  gasoline  was  given  over  to  pleasure 
than  any  other,  although  by  a  mere  looking  at  the  passenger 
automobile  a  contrary  impression  might  be  obtained.  He  ex- 
plained that,  by  remarking  that  the  consumption  of  gasoline  by 
a  truck  is  much  greater  than  by  a  passenger  vehicle,  although 
the  slow  movement  rff  the  latter  might  give  the  contrary  im- 
pression. Many  of  his  figures  were  taken  from  a  book  on  the 
subject  written  by  Dr.  Pogue,  an  economist.  Enormous  losses 
were  sustained  by  the  industry  in  1921,  Mr.  Welch  contended. 
The  crude  in  1920,  he' said,  was  estimated  to  be  worth  $1,200;- 
000,000,  but  in  1921  It  was  estimated  to  have  been  worth  only 
$800,000.000.  The  smallest  loss,  he  said,  was  on  gasoline,  but 
on  that  the  difference  was  $500,000,000. 

That  remarkable  decline  was  brought  about  by  surplus  pro- 
duction and  decreased  consumption,  not  in  gasoline,  but  in  other 
products. 

Comparisons  between  1914  and  1921,  he  said,  would  be  like 
comparing  ancient  and  modern  times.  Since  1914  the  oil  in- 
dustry has  been  revolutionized.  That  declaration  was  made  in 
answer  to  a  question  by  Commissioner  Esch  for  a  comparison 
of  present  facts  with  those  in  1914. 

"Personally,  I  never  expect  to  see  oil  on  the  pre-war  basis," 
said  the  witness.  "In  1914  there  were  about  2,500,000  automo- 
biles while  now  there  are  10,000,000.  Four  times  as  much  gaso- 
line was  required  last  year  in  comparison  with  the  demand  in 
August,  1914. 

"The  unit  cost  of  obtaining  a  barrel  of  oil,  hereafter,  I  be- 
lieve, will  be  higher  than  in  the  pre-war  period.  Wells,  in  the 
same  field,  are  being  drilled  deeper  to  obtain  more  oil.  Some- 
times the  drilling  produces  the  greater  quantity  of  oil  and  some- 
times it  does  not.  But  the  increase  in  the  unit  cost  is  there." 
He  used  the  Cushing  field  for  illustrative  purposes,  saying  he 
doubted  whether  there  ever  would  be  another  like  it.  Mr.  Hall 
asked  a  question  which  Mr.  Welch  took  as  indicating  that  the 
commissioner  believed  that  he,  Mr.  Welch,  was  of  the  opinion 
that  oil  would  be  exhausted  in  18  or  20  years. 

"I've  never  been  of  that  school  that  believes  that  oil  will 
be  exhausted  in  a  short  time,"  said  Mr.  Welch.  -"The  or.ly  point" 
I  am  making  is  that  I  believe  the  cost  of  obtaining  it  will  be 
greater  than  heretofore." 

Lacey  Walker,  statistician  for  the  American  Petroleum  In- 
stitute, called  attention  to  the  diminishing  percentage  of  oil  that 
is  being  transported  by  the  railroads  as  being  due  to  the  in- 
creases in  the  freight  rates.  In  1920,  he  said,  138,085  carloads 
of  crude  oil  were  transported  by  the  railroads,  while  in  1921 
they  hauled  only  101,974,  a  decrease  of  26.2  per  cent.  In  the 
same  period,  he  pointed  out,  the  crude  run  by  refineries  increased 
from  48,684,244  to  51,120,345  tons,  an  increase  of  5  per  cent. 
These  figures,  he  said,  he  had  obtained  from  the  Interstate  Com- 
merce Commission's  quarterly  reports  and  the  Bureau  of  Mines' 
monthly  report  on  refinery  operations. 

In  the  nine  months  of  1921,  he  said,  the  railroads  carried 
only  736,625  carloads  of  refined  products,  in  comparison  with 
804,623  carloads,  a  decrease  for  the  later  period  of  8.5  per  cent. 
In  the  same  period  the  consumption  decreased  from  48,181,777  to 
48,170,441  tons,  or  .02  per  cent. 

D.  W.  Mo^ltt,  vice-president  of  Cosden  &  Co.,  gav«  statistics 
of  refining  operations  in  Kansas,  Oklahoma  and  Texas,  in  which 
states  he  said  there  were  about  250  refineries  pot  owned  by  the 
big  units  in  the  industry.  Of  that  number,  ne  said,  130  were 
closed  and  not  operated.  He  made  a  survey  of  the  ones  in 
operation.  He  obtained  answers  from  only  IB  per  cent,  with  a 
daily  capacity  of  98,800  barrels,  which  were  running,  he  said, 
only  31,010  barrels,  or  31.4  per  cent  of  capacity.  That,  he  said, 
he  believed  to  be  fairly  representative  of  conditions.  Eleven 
letters  had  been  returned  unopened,  Indicating  that  the  concerns 


to  which  they  were  addressed  had  gone  out  of  business.  The 
twenty-one  plants  in  operation,  he  said,  represented  an  invest- 
ment of  $45,415,350,  or  an  average  of  $556  per  barrel  of  dally 
refining  capacity.  Using  that  figure,  he  calculated  the  invest- 
ment in  the  250  refineries  at  $320,228,200.  He  said  that  his  fig- 
ures indicated  an  operating  loss  of  13.5  per  cent  and  loss  due 
to  shrinkage  and  inability  to  earn  as  30.7  per  cent. 

Mr.  Moffltt  said  Immediately  after  the  increase  under  Ex 
Parte  74  there  was  an  increase  in  the  pipe  line  facilities  as  well 
as  in  the  refining  facilities  on  the  part  of  the  big  units  in  the 
industry  near  the  centers  of  consumption.  He  said  that  ap- 
proximately 75  per  cent  of  crude  was  run  into  the  big  refineries 
by  pipe  line  and  25  per  cent  by  rail. 

With  reference  to  freight  rates  he  criticized  the  long  haul 
in  comparison  with  the  increases  in  short  haul  rates  and  termed 
the  increases  caused  by  Ex  Parte  74  as  "excess  increases."  He 
said  that  while  the  addition  of  specific  increases  were  probably 
not  scientific  they  were  satisfactory  because  they  left  the  refin- 
ers in  the  same  relation  to  markets  they  had  been. 

"The  market  price  of  a  tank  car  of  fuel  oil  at  Tulsa  is 
$171.45,"  said  the  witness.  "That  is  about  two  cents  per  gallon. 
It  costs  $331.84  to  move  the  car  to  Pittsburgh,  or  4.148  cents 
per  gallon.  Turning  that  into  a  ton  of  coal,  the  rate  would  be 
equivalent  to  a  rate  of  $6.09  per  ton  of  .soft  coal.  There  is  no 
traffic  that  is  so  easily  handled  and  pays  such  a  nice  revenue. 
Shippers  furnish  the  car  and  the  loss  and  damage  claims  are 
negligible.  A  tank  car  would  encircle  the  globe  133  times  be- 
fore being  lost.  In  the  last  93  months,  the  records  of  our  com- 
pany show  the  loss  of  50  cars,  or  one  car  for  each  3,000,000 
car-miles." 

During  the  war,  he  said,  there  was  no  comparison  of  costs 
as  between  fuel  oil  and  coal,  but  now  there  must  be,  because 
fuel  oil  goes  into  the  same  markets  and  must  undergo  an  ex- 
amination on  a  competitive  basis. 

In  answer  to  an  inquiry  by  Commissioner  Hall,  he  said  he 
thought  fuel  oil  should  take  a  lower  rate  than  crude,  because 
crude  contains  more  valuable  constituents. 

In  behalf  of  the  oil  industry  of  California,  W.  B.  Roberts, 
assistant  traffic  manager  for  the  Standard  (California),  said 
the  industry  at  a  recnt  meeting  had  recommended  asking  for  a 
15  per  cent  reduction  and  the  removal  of  petroleum  and  Its 
products  from  the  fifth  class,  because,  as  he  contended,  fifth 
class  was  too  high.  Another  point  made  by  him  was  that  25 
per  cent  of  the  cost  of  operating  farm  tractors  is  caused  by  fuel 
oil  and  lubricating  oil;  hence,  to  reduce  freight  rates  on  them 
is  help  to  the  farmer.  A  further  point  made  by  him  was  that 
a  reduction  in  rates  on  fuel  oil  would  have  the  same  effect 
on  industry  in  the  far  western  states  as  would  a  reduction  in 
coal  rates  east  of  the  Rocky  Mountains,  because  in  some  of  the 
far  western  states  fuel  oil  is  what  coal  is  to  industry  in  the 
eastern  states. 


GENERAL  RATE   DECISION 

The    Traffic    World    Washington   Bureau 

Although  there  is  nothing  the  Commission  would  say,  offi- 
cially, as  to  the  time  when  its  decision  in  the  general  rate  inquiry 
may  be  expected,  it  is  believed  that  it  will  have  concluded  con- 
sideration of  the  case  and  have  announced  its  findings  about 
April  1.  It  may  be  that  there  will  be  some  little  delay  beyond 
that  date,  hut  it  is  understood  that  the  effort  will  be  made  to 
have  the  decision  out  by  the  first  week  in  April. 

It  is  expected  that  the  hearing  of  testimony  will  be  con- 
cluded by  March  4.  On  March  6  and  7  the  Commission  will  be 
in  conference.  Argument  in  the  case  will  be  heard  March  8,  9, 
10  and  11.  Thus  it  will  be  nearly  the  middle  of  March  before 
the  case  is  formally  submitted. 

In  Ex  Parte  74 — the  advanced  rate  case  of  1920 — the  Com- 
mission announced  its  decision  at  the  end  of  July,  1920,  the  case 
having  been  submitted  July  6,  1920. 

Many  witnesses  have  urged  the  Commission,  during  the  hear- 
ings in  the  present  investigation,  to  announce  a  decision  as  soon 
as  possible  after  the  hearings  have  been  closed,  on  the  theory 
that  a  definite  ruling  by  the  Commission,  one  way  or  the  other, 
will  stabilize  business  conditions  with  regard  to  transportation 
charges. 

There  is  no  question  but  that  the  disposition  of  the  Commis- 
sion will  be  to  speed  up  the  decision  as  much  as  possible. 

Robert  E.  Quirk,  chief  examiner,  issued  the  following  state- 
ment: 

The  following  dates  are  set  aside  for  rebuttal  evidence  of  carriers 
respondents  in  this  proceeding,  and  for  oral  argument: 

March  2-4 — Carriers'  rebuttal  evidence. 

March  8-11 — Oral  argument. 

Cumulative  argument  should  be  avoided.  With  that  object  in  view 
argument  should  be  confined  to  the  outstanding  aspects  of  the  case, 
and  by  co-operation  the  parties  should  endeavor  to  reduce  the  number 
of  persons  to  be  heard. 

Brief  printed  abstracts  of  the  main  facts  relied  upon,  and  of  the 
argument,  may  be  presented  at  the  time  of  oral  argument.  Voluminous 
and  exhaustive  abstracts  or  arguments  are  not  desired.  Parties  not 
participating  in  the  oral  argument  who  have  submitted  evidence  in 
this  proceeding  may  present  such  abstracts  on  or  before  March  8,  1922. 
Such  copies  should  be  printed  in  the  manner  provided  by  the  rules  of 
practice  as  to  briefs,  and  sixty  copies  should  be  lodged  with  the  Com- 
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mission  for  its  use  and  for  the  use  of  those  In  attendance  at  the 
argument.  The  Commission's  rules  call  for  the  use  of  10  or  12  point 
type,  on  good  unglaxed  paper,  574  Inches  wide  by  9  inches  long,  with 
inside  margin  not  less  than  1  inch  wide,  with  double-leaded  text  and 
single-leaded  citations. 

Parties  who  desire  to  present  oral  argument  should  promptly 
advise  the  undersigned  (Mr.  Quirk)  as  to  the  time  needed. 

N.  Y.  C.-CHICAGO  TERMINAL 

In  a  revised  tentative  report  on  the  application  of  the  New 
York  Central  for  authority  to  acquire  control  of  the  so-called 
stock  yard  railroads.  In  Chicago,  the  Commission  has  proposed 
that  its  order  shall  require,  as  a  condition  precedent  to  the 
acquisition  of  control,  that  the  New  York  Central,  the  Chicago 
River  &  Indiana,  and  the  Chicago  Junction  shall  signify  their 
acceptance  of  the  Commission's  report  "by  instruments  in  writ- 
Ing"  filed  with  the  Commission. 

A  further  tentative  suggestion  is  that  "if  any  clause,  sen- 
tence, paragraph,  condition,  or  part  of  this  order  shall  for  any 
reason  be  adjudged  Invalid,  the  entire  order  and  the  authoriza- 
tion shall  be  void,  and  the  control  and  lease  authorized  shall 
cease  and  terminate,  it  being  the  true  intent  and  purpose  of  this 
order  and  authorization  that  the  same  shall  be  effective  only  in 
the  event  that  all  of  the  conditions  shall  be  effective." 


ASK  REARGUMENT  IN  SALT  CASE 

Tki    Trtfe    World    Wukingitn   Burn* 

In  an  elaborate  petition  for  reargument  and  modification  of 
Its  report  and  order  in  I.  and  8.  No.  1398.  salt  from  Louisiana 
mines  to  Chicago,  St.  Louis  and  Intermediate  main  line  points. 
Fred  H.  Wood  and  R.  V.  Fletcher,  attorneys  for  the*  Illlnoii* 

ral  and  the  Southern  Pacific  lines,  have  challenged  the 
power  of  the  Commission  to  forbid  the  lines  represented  by  them 
to  make  a  rate  of  $4.20  per  ton  on  rock  salt  from  the  Louisiana 
mines  to  Chicago  and  the  other  destinations  mentioned. 

"Th«-  report  and  opinion  of  the  Commission."  said  Wood 
and  Fletcher.  "In  falling  to  specify  in  what  respects  the  said 
rate  is  unlawful  and  in  thereby  falling  to  afford  to  the  respond- 
ents an  opportunity  to  remove  said  Illegality  is  In  excess  of 

powers  conferred  upon  the  Interstate  Commerce  Commis- 
sion. In  effect  this  report  and  order  constitute*  an  arbitrary 
.-rise  of  power,  since  by  It  the  Commission  has  assumed 
unwarranted  managerial  functions  not  conferred  upon  the  Com- 
mission by  any  provision  of  the  act  to  regulate  commerce.  In 
this  respect  the  action  of  the  Commission  violates  the  fifth 
amendment  to  the  Constitution  of  the  United  States.  In  that  It 

ives  the  defendants  of  their  property  without  due  process 
of  law." 


EFFECT  OF  VALUATION  REPORTS 

Tin   Trtfe    Werlt   Wukimgtf*  Burm 

In  a  bulletin  to  members,  relative  to  the  favorable  reports 
by  the  Senate  and  House  Interstate  commerce  committees  on 
the  bills  amending  the  valuation  act  so  as  to  relieve  the  Com- 
mission of  the  duty  of  ascertaining  and  reporting  the  cost  of 
•durtion  of  carrier  lands  In  arriving  at  final  value  of  a 
given  railroad.  John  E.  Benton.  general  solicitor  of  the  National 
Association  of  Railway  and  Utilities  Commissioner*,  said  In  part: 

"As  an  amusing  incident,  and  to  illustrate  to  what  extent 
we  may  depend  upon  the  financial  columns  of  the  dally  press 
for  Information  when  to  buy  stocks,  the  following  may  be  re- 
lated: When  the  Kansas  City  Southern  decision  came  down 
two  years  ago.  railroad  stocks  happened'  to  be  swinging  upward. 
1  remember  that  the  decision  was  played  up  In  the  financial 
ml  umns  as  a  bull  argument  sun  to  result  In  a  large  Increase 
In  aggregate  value,  and  consequent  net  earnings  under  the  pro- 
visions of  the  Each-Cummins  act.  then  just  enacted.  When 
this  bill  to  undo  the  Kansas  City  Southern  decision  was  favor- 
ably reported,  stocks  again  were  swinging  upward,  and  this  is 
the  way  the  news  was  told  in  the  financial  column: 

The  adranrr  in  the  rnilronda  began  soon  after  a  report  was  re- 
ceived from  Washington  that  a  Mil  hn.|  been  Introduced  making  null 
and  void  the  law  requiring  th«-  Interstate  Commerce  Commission  to 
estaMUh  a  physical  property  valuation  for  the  various  railroads.  It 
was  said  that  there  was  a  ceneral  sentiment  In  Cnnirress  In  favor  of 
the  new  measure,  and  Its  passage  would  mean  a  fundamental  change 
In  the  status  of  railroad  -• 

The  Kansas  City  Southern  decision  referred  to  was  that 
mandating  the  Commission  to  obey  that  part  of  the  valuation 
act  which  the  proponed  legislation  will  repeal. 


MERCHANTS'   RESOLUTIONS  PRESENTED  TO  SENATE 

Senator  Sterling  of  South  Dakota  submitted  to  the  Senate 
this  week  a  resolution,  adopted  by  the  Retail  Merchants'  Asso- 
ciation of  South  Dakota,  favoring  repeal  of  section  15a,  restora- 
tion of  control  of  state  commissions  over  Intrastate  rates  and 
farllltira.  extension  of  the  time  to  December  31.  1922.  for  filing 
overcharge  claims  against  the  Director-General,  and  giving  the 
rstate  Commerce  Commission  authority  to  suspend  rates  for 
a  period  of  120  days  and  to  extend  the  suspension  6  months 
when  necessity  requires. 


CONGRESS   PASSES   S.   B.   621 

The    Traffic    World    Washington   Bureau 

With  the  Senate  concurring,  February  21,  in  the  amended 
Senate  Bill  621.  as  passed  by  the  House,  February  20,  extending 
the  time  for  filing  straight  overcharge  claims  and  for  the  bring- 
ing of  actions  to  enforce  awards  of  reparation  against  the  Di- 
rector-General, the  uncertainty  which  has  existed  for  months 
relative  to  the  situation  Involved  was  removed.  It  was  expected 
the  bill  would  be  signed  by  the  President  within  the  next  day 
or  so.  There  was  no  question  but  that  he  would  sign  the  meas- 
ure as  goon  as  it  was  submitted  for  his  signature. 

The  bill  as  passed  by  the  House,  and  concurred  in  by  the 
Senate,  follows: 

That  subdivision  do  of  section  206  of  the  transportation  act. 
1920.  be.  and  the  same  hereby  is.  amended  by  striking  out  the  period 
at  the  end  thereof,  substituting  a  semicolon,  and  adding;  the  following: 

Except  that  actions  to  enforce  awards  made  by  the  commission 
under  the  provisions  of  subdivision  (c)  against  the  agent  so  designated 
by  the  President  may  be  brought  within  one  year  after  the  dat<  or 
the  commission's  award. 

Section  i.  That  subdivision  (c)  of  said  section  206  be,  and  the 
same  hereby  Is,  amended  to  read  as  follows: 

(c)  Complaints  praying  for  reparation  on  account  of  damage 
claimed  to  have  been  caused  by  reason  of  the  collection  or  enforce- 
ment by  or  through  the  President  during  the  period  of  Federal  con- 
trol of  rates,  fares,  charges,  classifications,  regulations,  or  practices 
(Including  those  applicable  to  Interstate,  foreign,  or  Intrastate  traffic) 
which  were  unjust,  unreasonable,  unjustly  discriminatory,  or  unduly 
or  unreasonably  prejudicial,  or  otherwise  In  violation  of  the  Interstate 
<  unimerce  act.  may  be  filed  with  the  commission  within  one  year,  or. 
If  so  claimed  In  respect  of  overcharge  above  the  legal  tariff  charge, 
within  two  years  and  MX  months,  after  the  termination  of  Federal 
control,  (gainst  the  agent  designated  by  the  President,  under  sub- 
division (a),  naming  In  the  petition  the  railroad  or  system  of  trans- 
portation against  which  such  complaint  would  have  been  brought  If 
such  railroad  or  system  had  not  been  under  Federal  control  at  the 
time  the  matter  complained  of  took  place.  The  commission  la  hereby 
given  jurisdiction  to  hear  and  decide  such  complaints  In  the  manner 
provided  In  the  Interstate  commerce  act,  and  all  notices  and  orders  In 
such  proceedings  shall  be  served  upon  the  agent  designated  by  the 
President  under  subdivision  (a). 

When  the  Senate  convened  February  21,  Senator  Cummins, 
chairman  of  the  Senate  interstate  commerce  committee,  after 
explaining  the  purpose  of  the  measure,  moved  that  the  Senate 
concur,  and  this  was  done  without  delay  or  objection.  As  origi- 
nally drafted,  the  Senate  passed  the  bill  June  11,  1921,  and  from 
that  time  until  February  20,  1922,  it  had  been  pending  before 
thf  House  committee  on  Interstate  and  foreign  commerce  and 
the  House. 

Delay  by  the  House  committee  in  handling  the  bill  got  ship- 
pers on  the  anxious  seat  with  the  result  that  many  wrote  or 
wired  their  congressmen  for  action.  f 

Representative  Newton  of  Minnesota,  a  member  of  the 
House  committee  on  Interstate  and  foreign  commerce,  becaiii" 
interested  In  the  measure  and  he  took  th<>  necessary  steps  to 
have  It  put  through  the  House. 

Explaining  the  bill  to  the  House  February  20,  Mr.  Newton 
said: 

"When  the  transportation  act  was  passed  provision  was 
made  for  limiting  the  time  during  which  claims  growing  out  of 
mistakes  or  errors  on  the  part  of  thf  Director  General  or  his 
force  of  employes  could  be  filed  against  the  Railroad  Administra- 
tion. The  period  of  time  for  the  filing  of  straight  overcharges  ex- 
pired March  1,  1921.  This  bill  seeks  to  amend  that  law  so  as  to 
permit  the  filing  of  claims  for  straight  overcharges  until  Septem- 
ber 1.  1922.  A  limitation  In  the  transportation  act  was  also 
placed  upon  the  time  for  filing  reparation  claims  against  the 
Railroad  Administration.  These  claims  had  to  be  filed  within  one 
year  from  the  date  of  the  passage  of  the  act;  that  would  be 
March  1,  1921.  The  claims  are  filed  with  the  Interstate  Com- 
merce Commission.  If  the  Interstate  Commerce  Commission 
makes  an  award  and  the  Director  General  chooses  not  to  follow 
the  award,  suit  must  be  brought  by  the  shipper  on  the  Inter- 
•MM'Commerce  Commission  award.  Under  subdivision  "a"  of 
section  206  of  the  transportation  act  suits  of  all  kinds  against 
the  Railroad  Administration  must  be  commenced  between  the 
date  of  the  passage  of  the  act  of  March  1,  1922.  The  Interstate 
Commerce  Commission  has  had  so  many  of  these  reparation 
claims  that  they  have  been  unable  to  decide  them  one  way  or 
the  other,  so  that  when  March  1  next  comes  along  they  will  have 
hundreds  of  claims  undetermined.  Later  If  they  make  an  award 
it  will  be  Impossible  for  the  shipper  to  commence  suit  under  the 
award.  So  the  purpose  of  this  bill  is  to  extend  the  time  for  filing 
straight  overcharge  claims  against  the  Railroad  Administration 
until  September  1.  1922,  and  to  extend  the  time  for  filing  suits 
on  awards  for  reparation  by  the  Interstate  Commerce  Commis- 
sion until  within  one  year  following  the  date  of  the  award. 

"I  wish  to  give  a  concrete  Illustration  of  the  effect  of  the 
non-passage  of  this  bill,"  said  Representative  Dunbar  of  Indiana. 
"To  the  Bedford  Stone  Co.  of  Indiana  for  transportation  on  cars 
under  government  control,  rates  were  increased  from  $2  to  $18 
for  shipping  charges.  They  made  an  appeal  to  the  Interstate 
Commerce  Commission  for  a  rebate  on  what  they  thought  to  be 
an  overcharge.  The  result  has  been  that  they  have  had  awarded 
to  them,  so  far  as  the  provisions  of  the  Interstate  Commerce 
Commission  extended,  $33,000. 

"I  understand  that  the  Director  of  Railways  objects  to  paying 
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the  $33,000,  but  is  willing  to  pay  $31,000,  which  the  Bedford 
Stone  Co.  is  not  willing  to  accept.  Two  thousand  dollars  is  in 
controversy.  In  order  that  the  Bedford  Stone  Co.  may  be  made 
secure  in  obtaining  the  rebate  from  the  government  of  $31,000 
or  $33,000,  whichever  amount  it  may  finally  be  determined  to  be, 
this  bill  will  enable  them  to  secure  the  amount  that  is  really 
due." 

"It  gives  them  a  day  in  court  that  after  March  1  they  would 
not  be  entitled  to,"  said  Mr.  Newton. 

Representative  Padgett  of  Tennessee  offered  an  amendment, 
which  was  rejected,  under  which  complaints  filed  before  any 
state  commission  and  not  decided  at  the  termination  of  federal 
control  could  be  filed  with  the  Interstate  Commerce  Commission 
up  to  September  1,  1922. 

Representative  Sanders  of  Indiana  made  a  point  of  order 
against  the  amendment  on  the  ground  that  it  was  not  germane 
to  the  proposed  legislation,  which,  he  pointed  out,  dealt  only 
with  complaints  before  the  federal  regulating  body.  Later  he 
withdrew  his  point  of  order. 

Mr.  Padgett  made  the  following  explanation  of  the  proposed 
amendment: 

"To  give  a  concrete  statement,  a  furnace  company  in  my 
district  was  shipping  ore  from  a  point  in  Tennessee  to  their 
furnace  in  another  portion  of  the  state.  The  published  charge 
was  55  cents  per  hundred.  The  material  was  shipped  at  a  point 
called  Warners  Switch,  and  the  rate  from  there  to  the  furnace 
was  55  cents.  The  railroad  company,  which  was  the  government, 
said,  'We  will  bill  this  from  Aliens  Creek,'  a  place  2  miles  farther, 
'and  we  will  charge  65  cents.'  They  continued  to  ship  it  from 
the  same  place,  but  they  billed  it  from  another  place  and  added 
10  cents.  There  was  no  change  in  the  actual  haul.  These  peo- 
ple filed  their  claims  with  the  state  commission,  thinking  that 
as  it  was  an  intrasfate  shipment  it  would  be  handled  by  the 
state  commission.  The  state  commission  did  not  act  upon  it. 
They  held  it  until  after  the  time  elapsed  and  then  they  said 
that  the  railroad  company  now  had  it." 

"Until  after  what  time  elapsed?"  asked  the  speaker. 

"Until  after  the  1st  of  March  last.  Then  the  railroad  com- 
pany voluntarily  reduced  the  freight  charge  back  to  55  cents. 
The  state  commission  then  said  that  there  was  no  use  of  de- 
ciding it  at  all,  and  there  has  been  no  decision  by  the  state  com- 
mission. The  Interstate  Commerce  Commission  here  says  that 
they  have  no  jurisdiction  because  they  waited  until  after  the 
time,  and  this  is  to  provide  for  cases  where  the  mistake  was 
made  in  filing  the  case  before  a  state  commission  instead  of 
presenting  it  originally  to  the  Interstate  Commerce  Commission." 

The  impression  prevailed  among  the  members  of  the  House 
that  the  case  cited  by  Mr.  Padgett  came  within  the  provisions 
of  the  proposed  legislation.  The  bill,  however,  does  not  extend 
the  time  for  filing  complaints  for  reparation  with  the  Commis- 
sion. That  time  expired  March  1,  1921,  and  the  bill  does  not 
touch  that  situation.  As  to  straight  overcharge  claims,  as  here- 
tofore explained,  the  bill  extends  the  time  for  filing  with  the 
Commission  to  September  1,  1922.  The  House  rejected  the 
amendment  apparently  on  the  theory  that  the  furnace  company 
could  file  a  complaint  against  the  Director-General  with  the  Com- 
mission up  to  September  1,  1922.  Unless  the  case  referred  to, 
however,  involves  a  straight  overcharge  claim,  a  complaint  for 
reparation  can  not  now  be  filed. 

CLAIMS  FOR  LOSS  AND  DAMAGE 

The  passage  of  Senate  Bill  621  in  no  way  affects  claims 
against  the  Railroad  Administration  for  loss  and  damage  on 
shipments  moving  during  federal  control  and  shippers  are  urged 
to  bring  suit  before  February  28,  on  which  day  such  claims  will 
be  outlawed  under  the  two-year  and  one  day  clause  of  the  bill 
of  lading,  in  a  circular  sent  out  by  the  National  Industrial  Traffic 
League,  February  21.  The  circular  said  in  part: 

Practically  all  claims  for  loss  of.  or  damage  to,  shipments  which 
moved  during  the  period  of  Federal  control,  will  be  Outlawed  Febru- 
ary 28,  1922,  under  the  two-year  and  one  day  provision  of  the  bill  ot 
lading.  In  the  Leigh-Ellis  case,  now  before  the  United  States  Su- 
preme Court  on  a  writ  of  error  from  the  Circuit  Court  of  Appeals,  the 
validity  of  the  two  year  and  one  day  provision  Is  squarely  in  issue. 
If  the  United  States  Supreme  Court,  in  its  review  of  that  case,  affirms 
the  decision  of  the  Commission  in  the  Decker  Case  (55,  I.  C.  C.  453) 
the  two-year  and  one  day  provision  of  the  bill  of  lading  will  be 
abrogated. 

Our  counsel  advises  that  all  members  having  meritorious  rlaims 
for  loss  and  damage  growing  out  of  shipments  which  moved  during 
the  period  of  federal  control,  should  bring  suits  thereon  prior  to 
February  28.  1922. 

If  the  Supreme  Court  renders  a  decision  in  the  Leigh-Ellis  r.-w. 
overturning  the  decision  of  the  circuit  court  of  appeals,  and  affirming 
the  decision  of  the  Commission  in  the  Docker  Case,  Supra,  claims  upon 
which  suits  have  been  filed  will  be  protected,  and  can  then  be  prose- 
cuted to  Judgment. 

On  the  other  hand,  all  claims  upon  which  suits  have  not  been 
brought  will  have  become  outlawed  by  reason  of  the  two-year  and  one 
day  provision,  and  a  favorable  decision  by  the  Supreme  Court  will  not 
serve  to  revive  them.  Members,  therefore,  have  everything  to  gain 
by  bringing  suits  on  meritorious  claims. 

The  passage  of  Senate  Bill  No.  fi21  extending  the  time  for  the  filing 
of  overcharge  of  claims  to  September  1.  1922.  and  tlie  time  for  the 
bringing  of  suits  on  awards  of  reparation,  for  one  year  after  the  date 
of  the  order  of  the  Commission,  does  not  touch  this  question.  The  two 
y«j»r  nml  <w  tiny  provision  of  the  bill  of  lading  Involved  in  the  Lelgh- 
Elll*  case  is  entirely  separate  and  distinct  from  the  amendment  to 


Hi.-   transportation  act.  provided   for  In  H.   R.   9908.     Members  should 
not    In-   rimfu.-vtl    on    this   point. 

Suits  ui>oii  all  meritorious  claims  for  loss  of,  or  damage  to.  Bhlp- 
nicnts  whirh  moved  during  the  period  of  federal  control  must  be 
Ill-might  liffon-  Fi-liiiiary  28  1922.  Regardless  of  the  legislation  Just 
enacted,  if  l,-i;nl  rights  in  those  claims  are  to  be  preserved. 
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Petitions  filed  on  behalf  of  the  Interstate  Sand  &  Gravel  Co. 
and  Wilcox  Co.,  complainants,  for  rehearing  in  No.  11490,  Chicago 
Sand  &  Gravel  Producers  et  al.  vs.  Director-General,  A.,  T.  &  S.  F. 
et  al.,  have  been  denied. 

As  the  Commission  has  been  advised  that  the  overcharges  in 
question  have  been  refunded  it  has  dismissed  the  complaints  in 
No.  10947,  Cambria  Steel  Co.  et  al.  vs.  Director-General,  Northern 
Pacific  et  al.,  and  No.  10947  (Sub  No.  1),  Cambria  Steel  Co.  vs. 
Same. 

Upon  consideration  of  the  complainant's  petition  for  rehear- 
ing the  Commission  has  reopened  No.  11462,  Liberty  Oil  Co.,  Ltd. 
vs.  Director-General  et  al.,  for  consideration  upon  the  record  as 
made  of  the  question  of  whether  rule  5  (b)  was  applicable  to  the 
shipments  moving  via  routes  1,  2,  and  5,  as  described  in  its  re- 
port on  that  case. 

Upon  consideration  of  complainant's  petition  for  modifica- 
tion of  the  decision,  for  rehearing,  or  for  further  hearing,  the 
Commission  has  reopened  for  further  hearing  No.  9355,  John 
Morrell  &  Co.  vs.  C.,  B.  &  Q.,  Director-General  et  al. 

At  the  request  of  the  various  complainants  the  Commission 
has  dismissed  Nos.  11969,  Hazard  Coal  Operators  Exchange  et  al. 
vs.  L.  &  N.;  12659,  The  Kaw  River  Sand  &  Material  Co.  et  al.  vs. 
A.,  T.  &  S.  F.  et  al.;  12559,  Same  vs.  Same;  12510,  Bergman 
Produce  Co.  et  al.  vs.  Director-General,  Beaumont,  Sour  Lake  & 
Western  et  al.;  12185  (and  Sub  Nos.  1  to  17,  inclusive),  E.  I.  Du 
Pont  de  Nemours  &  Co.  vs.  Director-General  et  al.;  and  12392, 
Clarendon  Refining  Co.  et  al.  vs.  A.  C.  L.  et  al. 

The  Abend  Coal  Company,  Benton,  Big  Muddy  Coal  Com- 
pany, and  numerous  other  coal  mining  companies  have  received 
permission  to  intervene  in  No.  12362,  Bell  &  Zoller  Coal  Company 
et  al.  vs.  B.  &  0.  S.  W.  et  al. 

Having  received  advice  that  the  following  complaints  have 
been  satisfied,  the  Commission  has  dismissed  them:  Nos.  13088, 
White  Star  Refining  Co.  vs.  Director-General;  13093,  Malcolm  H. 
Reed  vs.  Director-General;  13264,  Producers  Refining  Co.  vs.  Ft. 
Worth  &  Denver  City  et  al.;  13131,  North  Star  Oil  &  Refining 
Co.,  Ltd..  vs.  Director-General.  C.  B.  &  Q.  et  al.;  and  13269. 
Northwestern  Traffic  &  Service  Bureau,  Inc.,  vs.  C.  B.  &  Q.  et  al. 

Upon  request  of  complainants  the  Commission  has  dismissed 
the  following  complaints:  Nos.  13160,  New  York  State  Hay  & 
Grain  Dealers'  Association  vs.  Director-General;  13143,  same  vs. 
same;  13191,  Vim  Motor  Truck  Co.  vs.  Director-General,  P.  R.  R. 
et  al.;  13140,  Standard  Shipbuilding  Corporation  vs.  Director- 
General  and  C.  R.  R.  of  N.  J.;  13090,  International  Steel  Corpora- 
tion vs.  P.  &  R.;  13392,  The  Wichita  Board  of  Commerce  vs.  C. 
R.  I.  &  G.  et  al.;  13216,  East  St.  Louis  Stone  Co.  vs.  Terminal 
Railroad  Association  of  St.  Louis  et  al.;  and  13244,  William  E. 
Dee  Clay  Mfg.  Co.  et  al  vs.  B.  &  O.  et  al. 

Upon  request  of  the  various  complainants  the  Commission 
has  dismissed  the  following  complaints:  Nos.  12992,  W.  J.  Cor- 
hett  Hardware  Co.  et  al.  vs.  Director-General;  12795,  Firestone 
Tire  &  Rubber  Co.  vs.  Director-General;  12822,  West  Alabama 
Lumber  Co.  vs.  Director-General,  Southern  Railway  et  al.;  13057, 
Growers  Rice  Milling  Co.  vs.  Director-General;  12815,  West  Ala- 
bama Lumber  Co.  vs.  Director-General,  Alabama  &  Vicksburg  et 
al.;  13003,  The  Loewenthal  Co.  et  al,  vs.  C.,  M.  &  St.  P.  et  al,; 
12817,  West  Alabama  Lumber  Co.  vs.  Director-General,  Alabama. 
Tennessee  &  Northern  et  al. ;  and  12791,  Lincoln  Chamber  of 
Commerce  vs.  D.  &  R.  G.,  Director-General  et  al. 

The  Commission  has  affirmed  its  report  and  order  in  No. 
11172,  Rutherford-Brede  Co.  vs.  Director-General,  C.,  B.  &  Q.  et 
al.,  saying  that  upon  consideration  of  the  record  there  is  no  suf- 
ficient reason  for  modifying  its  findings  and  order.  On  July  5, 
1921,  the  Commission,  on  its  own  motion,  reopened  the  case  for 
reconsideration. 

As  the  parties  in  interest  have  agreed  that  the  complaint  be 
dismissed  the  Commission  has  dismissed  No.  12703,  Theodore  A. 
Leber  vs.  P.  &  R.,  Director-General  et  al. 

The  Postmaster-General  was  permitted  to  intervene  in  No. 
13172,  the  Board  of  Commissioners  of  the  City  of  Hoboken  for 
and  in  Behalf  of  the  Mayor  and  Council  of  the  City  of  Hoboken 
vs.  D.  L.  &  W. 

Mente  &  Co.,  Inc..  has  been  permitted  to  intervene  in  No. 
13410,  Texas  Chamber  of  Commerce  et  al.  vs.  Abilene  &  Southern 
et  al. 

Armour  &  Co.  has  been  permitted  to  intervene  in  No.  13379, 
the  Southern  Poultry  and  Egg  Shippers'  Association  et  al.  vs. 
Alabama  &  Mississippi  et  al. 

The  New  Orleans  Joint  Traffic  Bureau  has  been  permitted 
to  intervene  in  No.  12965,  Merchants  Exchange  of  St.  Louis,  Mo., 
et  al.  vs.  Aberdeen  &  Rockflsh  et  al. 
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The  Commission,  February  21,  ordered  a  general  investiga- 
tion into  class  rates,  from,  to  and  within  southern  territory, 
under  docket  No.  13494.  The  investigation  was  ordered  at  the 
request  of  carriers  and  shippers  who  have  become  almost  dis- 
couraged in  their  efforts  to  harmonise  rates  in  that  part  of  the 
country  in  accordance  with  the  Commission's  big  southeastern 
fourth  section  order,  its  decision  in  the  North  Carolina  case, 
and  the  rates  proposed  by  the  carriers  in  I.  and  S.  1303  and 
related  cases.  Hearings  will  be  held  at  times  and  places  here- 
after to  be  announced. 

In  explanation  of  its  order  the  Commission  said: 

the  request  of  carriers  operating  within  Southern  ter- 
ritory and  of  many  interested  shippers,  the  Commission,  on  its 
own  motion,  has  instituted  an  investigation  of  the  class  rates 
applicable  in  interstate  commerce  within  southern  territory; 
between  that  territory  and  Mississippi  River  crossings;  between 
that  territory  and  Ohio  River  crossings  and  points  beyond  In 
Illinois.  Buffalo-Pittsburgh,  and  central  territories;  and  between 
that  territory,  excepting  North  Carolina  points,  and  Virginia 
cities  and  eastern  points  beyond  In  Trunk  Line  and  New  Eng- 
land territories. 

"This  investigation  has  been  Instituted  because  the  rates 
in  question.  In  many  instances,  differ  materially  for  substantially 
similar  hauls  on  like  classes  of  traffic;  because  the  relationship 
to  first  class  of  the  rates  on  the  lower  classes  varies  greatly  In 
many  of  the  different  scales  and  adjustments;  and  because  many 
of  the  rates  are  higher  for  shorter  distances  than  for  longer 
over  the  same  line  or  route.  The  InTestigatlon  la  favored  not 
only  by  the  carriers  and  shippers,  but  also  by  most,  if  not  all.  of 
the  commissions  of  the  southern  states.  The  carriers  hare  been 
working  upon  a  revision  of  the  rates  for  many  months.  The 
Commission  believes  that  by  Instituting  this  Investigation  It  will 
be  possible  to  secure  results  more  constructive  and  harmonious 
than  can  be  secured  In  the  separate  proceedings  which  will 
otherwise  be  inevitable,  and  that  much  time  and  labor  will  in 
the  end  be  saved. 

"While  intrastate  rates  have  not  been  Included  within  the 
scope  of  the  Investigation,  the  Commission  appreciates  the  de- 
sirability of  greater  harmony  between  the  Intrastate  and  inter- 
state rate  structures  than  now  exists,  and  believes  that  not  only 
the  carrier*,  but  also  the  shippers  and  state  commissions  of  the 
couth  entertain  like  views  as  to  this  matter.  To  this  end  the 
Commission  In  reaching  conclusions  with  respect  to  the  inter- 
stale  rates  will  consult  with  the  slate  commissions  and  is  confi- 
dent of  their  co-operation. 

"Hearings  will  be  held  at  various  places  in  southern  ter- 
ritory and  the  dates  and  points  of  these  hearings  will  be  later 
announced.  It  Is  probable  that  a  schedule  of  Information  deemed 
essential  In  connection  with  the  investlgalion  will  at  the  same 
time  be  submitted." 

The  Commission's  order  Instituting  the  inquiry.  It  Is  be- 
lieved, will  indicate  the  nature  of  It  The  order  is  as  follows: 

II  appearing  that  In  many  Instances  Interstate  clam*  rate*  to.  from, 
and  between  point*  In  southern  classification  territory  differ  materially 
for  substantially  similar  haul*  on  like  classes  of  traffic,  that  the  rela- 
tionship to  tint  claw  of  the  rate*  on  the  lower  .lasers  varies  greatly 
In  many  of  the  different  claim  rate  (rale*  or  adjustment*,  and  that 
many  of  Mid  class  rate*  are  higher  for  shorter  distances  than  (or 
lancer  distance*  over  the  »ame  line  or  route: 

And  It  appearing  from  nuroerou*  formal  and  Informal  complaints 
to  this  commission  that  said  Interstate  class  rate*  arc  In  general 
unsatisfactory  to  shippers  thereunder,  that  a  general  revision  thereof 
has  been  proposed  by  the  carrier*  serving  said  territory,  that  repre- 
(tentative*  of  Interested  shippers  and  carrier*  have  Joined  In  a  request 
for  an  Investigation  of  said  rate*  by  this  Commission,  and  that  surh 
an  Investigation  I*  desired  by  several  of  the  railroad  or  public  service 
•  m  mission*  rs  of  states  within  said  territory,  and  would  be  In  the  pub- 
lic Interest. 

It  I*  ordered.  That  a  proceeding  of  Investigation  and  Inquiry  be. 
and  It  Is  hereby.  Instituted  by  this  Commission  on  It*  own  motion  Into 
and  concerning  said  Interstate  clas*  rate*  and  the  charge*  resulting 
therefrom,  and  Into  and  concerning  the  less-than-carload  ratings  pro- 
vided hi  exception*  to  the  southern  classification  and  commodity  rate* 
applicable  on  les*-than-rarloail  shipments  to.  from,  or  between  points 
In  the  territories  described  In  the  next  following  paragraph,  with  a 
view  to  determining  whether  Mid  rate*,  charge*,  or  ratings  are  un- 
reasonable, or  lire  unduly  prejudicial  to  or  unduly  preferential  of  par- 
ticular localities,  persons  or  descriptions  of  traffic,  and  to  making  such 
order  or  orders  as  may  be  pn 
<  further  urjsred,  Tl 


try    shall    Include    said    rate*,    chant- 
rstate  commerce  between 


proper  In  the  premises 

That    said   processing  of   Investigation   and 


l      Bet 
between  point*  on 


and    ratings    applicable    In 
points  In  the  following  territories 


point*    In    the   state  of   Kentucky    (except    local   rates 
_     n  tns>  Chesapeake  *  Ohio  Ry.>.  Tennessee.  Mississippi. 
Alabama.  Georgia,  rtorlda.  North  Carolina,  South  Carolina  and  Louis- 
iana  (east  of  the  Mississippi   Klver.  Including  the  east  bank  thereof): 


also  between  points  on  the  north  hank  of  the  Ohio  River.  Cairo.  III.,  to 
n'  lualve.  and  Helena.  Ark  .  on  the  one  hand,  and  points 
In  the  unove-narned  states  on  the  other,  and  between  the  said  north- 
bank  Ohio  Klver  point*  on  the  one  hand  and  Helena.  Ark.,  on  the 
other,  having  regard  to  the  relationship  which  rate*  between  Ohio 
River  crossings  and  point*  In  North  Cnrollna  should  bear  to  rates 
between  Ohio  River  crossing*  and  Rlrhm"  k.  I,ynrhburg. 

Roanoke  and  other  point*  In  Virginia  known  a*  the  Virginia  cities. 
S.     Between  points  In  the  state  of  Kentucky  (except  points  on  tho 

ipenke  A  Ohio   flv     and  south   bank   Ohio  River  crossings),   T«  n 

nes**e.   Mississippi.   Alabama.  Georgia.   Florida.   North  Carolina.  South 

ilna   and    IXMilslana   (east   of  the   Mississippi    River.    Including   the 

SMC  hank  thereof)   and    Helena.    Ark.,   nn   the  one   hand   and   Central 

Freight  A»*n.  territory.  Including  St.  Louis.  Mo.,  and  point*  In  Illinois 


Freight  Committee  territory,  and  Buffalo-Pittsburgh  territory  on  the 
other,  having  regard  to  the  relationship  which  rates  between  the 
points  In  the  territories  last  named  and  points  in  North  Carolina  should 
l..-ar  to  rates  between  the  same  points  and  Richmond.  Norfolk,  Lynch- 
burg.  Roanoke  and  other  points  in  Virginia  known  as  the  Virginia 
dttes. 

3.  Between  points  in  Virginia,  trunk  line  territory,  and  New  Eng- 
land territory,  on  the  one  hand,  and  points  In  the  states  of  Kentucky 
(except  points  on  thr  Chesapeake  &  Ohio  Ry.  and  south  hank  Ohio 
Itiver  crossings).  T'enm-ssee,  Mississippi.  Alabama,  Georgia,  Florida. 
South  Carolina,  and  Ixitilslana  (east  of  the  Mississippi  River,  including 
the  east  bank  thereof),  and  Helena.  Ark.,  on  the  other. 

BUNKER  COAL  RATE  INVESTIGATION 

The   Traffic   World    Washington   Bureau 

In  13421.  in  Hie  matter  of  rates  on  bunker  coal,  the  Com- 
mission Feb.  21  instituted  an  inquiry,  on  its  own  motion,  concern- 
ing the  propriety  of  rates  on  bunker  coal,  from  all  points  of 
origin  to  all  ports  of  the  continental  United  States,  which  are 
lower  than  rates  from  the  same  points  of  origin  to  the  same  ports 
on  similar  kinds  of  coal  for  local  deliveries  there  not  into 
vessels.  A  hearing  will  be  had  at  Washington  March  20.  The 
investigation  will  bring  forward,  in  a  formal  way,  whether  rail- 
roads may  lawfully  make  lower  rates  for  coal  to  be  used  in  the 
fire  rooms  of  ships  arriving  and  departing  from  a  port  than  they 
make  on  coal  not  to  be  delivered  to  ships  for  that  purpose.  In 
a  way  It  la  to  be  an  inquiry  to  determine  whether  the  distinction 
is  based  on  the  use  to  which  the  coal  Is  to  be  put  or  on  some 
more  substantial  distinction.  In  its  explanation  of  the  matter 
the  Commission  said: 

"The  Commission  on  its  own  motion  has  instituted  an  inves- 
tigation' Into  and  concerning  the  propriety  of  rates  on  bunker 
coal,  from  all  points  of  origin  to  all  ports  of  the  United  States, 
which  are  lower  than  rates  from  the  same  points  of  origin  to  the 
same  ports  on  similar  kinds  of  coal  for  local  delivery  there,  not 
Into  vessels. 

"This  Investigation  has  been  instituted  because  many  of  the 
carriers  serving  Atlantic  ports  make  lower  rates  on  coal  to  such 
ports  for  use  In  bunkering  vessels  than  they  make  on  coal  to  the 
same  ports  for  local  use,  whereas  carriers  serving  certain  Gulf 
ports  have  not  felt  free  to  adopt  this  practice  in  view  of  deci- 
sions of  the  Commission  Indicating  that  it  is  unlawful.  The  In- 
vestigation will  deal  primarily  with  the  lawfulness  and  propriety 
of  the  practice  of  discriminating  In  rates  between  coal  delivered 
Into  vessels  for  bunker  purposes  and  coal  delivered  at  the  port, 
not  Into  vessels,  for  local  use. 

"At  the  hearing  which  has  been  scheduled  for  March  20.  1922, 
at  Washington,  D.  C.,  before  Examiner  W.  P.  Bartel,  the  Commis- 
sion desires  to  obtain  information  concealing  the  following  mat- 
ten  among  of  hen: 

<li  To  what  ports  are  lower  rate*  being  applied  on  bunker  coal 
than  on  coal  for  local  or  domestic  consumption?  Arc  such  rate*  char- 
acterized as  "transshipment"  rate*,  "free  on  board  vessel"  rates, 
"bunker  coal"  rate*,  or  otherwise? 

(I)  The  method*  of  handling  bunker  coal  at  the  various  port*. 
I.  e.,  whether  unloaded  from  piers  Into  vessels  or  lighter*,  and  com- 
parisons of  the  service  with  that  performed  on  coal  for  local  consump- 
tion. 

(S)  The  approximate  volume  of  bunker  coal  handled  through  each 
port. 

•t>  Fact*  lending  to  show  whether  or  not  the  practice  of  ac- 
cording lower  rate*  on  bunker  coal  than  on  coal  for  local  use  result* 
In  unjust  discrimination  or  undue  prejudice  and  disadvantage. 

In  its  order  the  Commission,  after  referring  to  the  general 
Investigation,  said: 

It  I*  further  ordered.  That  the  following  fourth  section  applica- 
tion* or  portion*  thereof  hy  which  the  carrier*  named  a*  parties 
thereto  ask  authority  to  charge  rate*  on  bunker  coal  which  are  lower 
than  the  rate*  contemporaneously  maintained  on  like  traffic  from.  to. 
or  between  Intermediate  points,  be,  and  they  are  hereby,  assigned  for 
hearing  at  said  time  and  place  In  connection  with  said  Investigation: 
Application  No.  Applicant 

01 Atlantic  Coast  Line  Railroad  Company 

147» Carolina.  Cllnchfleld  ft  Ohio  Railway 

I7«0 The  Chesapeake  ft  Ohio  Railway  Co. 

UahM*> Southern  Railway  Company 

Seaboard  Air  Line  Railway  Company 

•  application*  of  the  carriers  respondents  herein  covering; 
fourth  section  departures  In  rates  on  bunker  coal  will  be  considered 
by  the  Commission  In  this  proceeding.  Therefore,  carriers  will  be  ex- 
I  to  present  testimony  In  support  of  any  such  departures  and  to 
tarnish*  reference  hy  number  to  the.  application*  filed  with  the  Com- 
mission to  protect  such  departures. 


COAL  PRODUCTION  REPORT 

"A  further  increase  of  620,000  tons  carried  production  of 
coal  well  above  the  10,000.000-ton  mark  during  the  week  ended 
February  11."  the  Geological  Survey  said  In  Its  current  weekly 
coal  report.  "The  total  output,  including  lignite  and  coal  coked. 
In  estimated  at  10,326,000  tons  as  aenlnst  9,706,000  In  the  week 
preceding.  Kxrept  for  the  latter  part  of  October,  when  con- 
sumers were  stocking  up  In  anticipation  of  a  possible  railroad 
strike,  thin  was  the  largest  output  yet  attained  in  the  coal  year 
1921  22. 

"The  present  rate  of  production  Is  sufficient  to  meet  current 
consumption  and  exports,  and  also  to  increase  the  reserve  in 
storage. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  of  soft  coal  loaded 
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daily:     February  6,  34,031;  February  7,  32,570;  February  8,  34,- 
250;  February  9,  35,503;  February  10,  32,548;  February  11,  25,787. 

"Preliminary  telegraphic  returns  indicate  that  on  Monday, 
February  13,  33,000  cars  were  loaded,  and  on  Tuesday,  34,000. 
The  total  for  the  two  days— 67,000  cars— exceeded  loading  on  the 
corresponding  days  of  the  week  preceding  by  about  400  cars, 
suggesting  that  the  trend  of  production  continues  upward. 

"The  total  production  of  soft  coal  for  the  month  of  January, 
as  indicated  by  revised  figures  of  coal  loaded  by  the  railroads, 
was  37,600,000  net  tons.  This  was  an  average  of  1,447,000  tons 
per  working  day  lower  than  In  any  January  of  the  preceding 
nine  years,  the  period  over  which  records  of  monthly  output 
extend.  In  January,  1915,  the  daily  rate  was  1,488,000  tons;  in 
January,  1921,  it  was  1,610,000  tons. 

"The  movement  of  anthracite  through  the  New  England 
gateways  declined  slightly  in  the  second  week  in  February,  but 
the  movement  of  bituminous  coal  increased.  The  carriers  report 
forwarding  2,967  cars  of  anthracite  and  3,768  cars  of  bituminous 
coal." 

World  Production  of  Coal  in  1921 

The  world's  production  of  coal  in  1921  dropped  back  to  the 
level  of  1909.  From  reports  so  far  received,  the  United  States 
Geological  Survey  estimates  the  total  output  at  approximately 
i.100,000,000  metric  tons.  This  figure  is  subject  to  material  re- 
vision as  more  complete  returns  are  available. 

In  comparison  with  the  feverish  year  1920,  the  year  just 
closed  shows  a  decrease  of  more  than  200,000,000  tons.  The 
chief  factors  in  the  decrease  were  the  British  miners'  strike 
which  lasted  from  April  to  June,  and — more  important — a  world- 
wide industrial  depression.  Prices  collapsed  early  in  the  year, 
and  the  seaborne  coal  trade  of  the  world  fell  off  sharply.  The 
consequent  reduction  m  the  volume  of  business  offered  to  the 
shipping  of  the  world  has  been  an  important  element  in  the  de- 
cline in  ocean  freight  rates,  so  keenly  felt  by  the  American  mer- 
chant marine. 

Of  the  major  coal-producing  nations,  France  and  Germany 
were  the  only  ones  to  show  an  increase.  Progress  in  restoring 
the  ruined  mines  of  France  is  indicated  by  the  steady  increase 
in  output  of  the  past  three  years.  In  1919,  22,000,000  tons  were 
produced;  in  1920,  25,000,0'00;  in  1921,  approximately  29,000,000. 
A  further  increase  of  12,000,000  tons,  however,  would  be  neces- 
sary to  bring  French  production  up  to  the  level  of  1913.  Ger- 
man production  of  bituminoui  coal  is  also  still  far  below  the 
pre-war  level'  although  an  increase  was  effected  in  1921  as 
against  1920.  German  production  of  lignite  in  1921  reached  the 
highest  point  ever  attained.  The  estimated  output  of  120,000,000 
tons  is  an  increase  of  33,000,000  tons  over  the  last  year  before 
the  war. 

The  proportion  contributed  by  the  United  States  was  40.9 
per  cent,  a  larger  share  than  in  the  years  before  the  European 
war,  but  the  smallest  in  any  year  since  1916. 


CAPACITY  OF  NON-UNION  MINES 

The   Traffic    World    Washington  Bureau 

According  to  figures  filed  with  the  Commission  by  J.  D.  A. 
Morrow,  vice-president  of  the  National  Coal  Association,  the  non- 
union bituminous  coal  mines  of  the  country  have  a  producing 
capacity  of  5,676,000  tons  per  week.  The  union  mines  have  a 
capacity  of  9,254,000  per  week.  The  figures  were  filed  at  the 
request  of  the  Commission  as  a  supplement  to  Morrow's  testi- 
mony in  the  Commission's  general  rate  inquiry. 

At  present  the  country  is  consuming  about  7,500,000  tons 
per  week.  From  that  fact  Morrow  drew  the  conclusion  that, 
In  the  event  of  a  strike  of  miners  alone,  on  April  1,  the  country 
coulfl  get  along  very  comfortably  for  several  months,  if  the  poten- 
tial capacity  of  the  unorganized  miners  were  converted  into  actual 
production,  which  would  be  the  case  if  the  railroads  were  able 
to  assure  a  complete  car  supply.  Morrow,  in  his  conclusions  on 
the  subject,  assumed  the  potential  capacity  of  5,676,000  tons 
could  be  converted  into  an  actual  performance  of  at  least  6,000,- 
000  tons. 

The  estimates  of  potential  capacity  were  based,  Morrow  said, 
upon  the  actual  performances  in  1918.  The  estimate,  he  said, 
was  a  little  higher  than  actual  performance  In  1918,  but  he  con- 
sidered It  conservative.  He  estimated  the  total  annual  capacity 
of  the  soft  coal  mines  at  776,363,000,  of  which  481,217,000  was 
attributed  to  the  union  mines  and  296,146,000  to  the  non-union 
mines  or  in  the  ratio  of  62  to  38. 

The  cost  of  producing  a  ton  of  soft  coal  Mr.  Morrow  esti- 
mated at  $2.91,  the  items  In  that  total  being:  Labor,  $1.972; 
supplies,  36.6  cents;  other  operating  charges,  31.5  cents;  general 
expenses,  17.2  cents;  and  selling  expenses  8.6  cents.  In  support 
of  his  figures  Morrow  said: 

This  estimate  of  capacity  is  based  upon  actual  productive  per- 
formance In  each  district  In  the  United  States  In  1918,  according  to  the 
reports  to  the  United  States  Fuel  Administration  and  the  United 
States  Geological  Survey. 

After  the  first  three  months  of  the  year  1918  the  bituminous  coal 
mines  had  a  fairly  full  car  supply.  In  the  event  of  a  strike  April  1. 
current  business  conditions  would  permit  the  railroads  to  give  the 
non-union  mines  a  full  car  supply,  thereby  permitting  maximum  ship- 
ments of  coal,  if  railroad  operation  is  not  disorganized.  The  capaelty 


of  the  bituminous  mines  of  the  United  States  has  Increased  somewhat 
since  1918.  Therefore,  the  estimate  of  capacity  shown  here,  based 
upon  1918  performance,  Is  considered  conservative  and  well  within 
what  the  bituminous  coal  mines  can  do,  given  full  car  supply  and  no 
interference  with  production  and  shipments. 

With  a  full  car  supply  and  no  interference  with  production  by  the 
non-union  mines  in  the  event  of  a  strike  on  April  1,  the  output  of  the 
non-union  mines  will  materially  increase  as  additions  are  made  to 
their  working  forces  and  the  demand  for  coal  stimulates  production. 

From  the  figures  shown  above  it  appears  that  the  present  capacity 
of  the  non-union  bituminous  coal  mines  is  nearly  6,000,000  tons  per 
week.  Current  consumption  of  bituminous  coal  in  the  United  States 
is  apparently  somewhat  in  excess  of  7,500.000  tons  per  week.  With  a 
material  decrease  in  the  consumption  of  bituminous  coal  as  domestic 
fuel  and  decreased  consumption  by  other  users  as  warm  weather 
approaches,  if  there  is  no  increase  in  industrial  activity  which  would 
necessitate  a  greater  use  of  bituminous  coal,  the  necessary  current 
consumption  after  April  1st  will  approximate  7,000,000  tons  a  week 
against  the  present  productive  capacity  of  6,000,000  tons  of  the  non- 
union mines.  According  to  the  report  of  the  United  States  Geological 
Survey,  the  total  stocks  of  bituminous  coal  in  the  hands  of  consumers 
January  1,  1922,  approximated  47,000,000  tons,  an  average  of  41  days' 
supply.  At  the  anthracite  mines  about  2,500,000  tons  of  steam  sizes 
are  in  stock  awaiting  shipment.  It  appears  probable  that  many 
important  users  of  bituminous  coal  are  increasing  their  stocks  in 
anticipation  of  the  suspension  of  mining  in  many  fields  on  April  1. 

If  consumers  further  increase  their  stocks  by  April  1,  and  if  the 
potential  production  of  about  6,000,000  tons  per  week  can  be  obtained 
from  the  non-union  mines  without  interference,  such  shipments,  sup- 
plementing the  stocks  referred  to,  would  maintain  the  United  States 
for  several  months  without  serious  inconvenience  to  consumers,  even 
if  strikes  stopped  production  in  all  union  bituminous  fields,  and  if  the 
weekly  output  of  a  million  tons  of  steam  sizes  of  anthracite  was 
cut  off. 

WARNS  OF  RAILROAD  BLOCKADE 

Predicting  a  strike  of  the  union  bituminous  coal  miners 
April  1  and  advising  industry  to  lay  in  at  least  a  six  weeks' 
supply  of  coal,  George  H.  Gushing,  managing  director  of  the 
American  Wholesale  Coal  Association,  in  an  address,  February 
17,  before  the  Purchasing  Agents'  Association  of  Detroit,  dis- 
cussed the  railroad  situation  with  relation  to  the  coal  situation. 
He  said  in  part: 

If  you  look  squarely  at  this  record,  as  I  present  it,  the  railways 
admit  and  the  Commission  recognizes  that  we  lack  rail  transportation 
to  carry  the  current  normal  business.  Both  admit  that  there  is  no 
promise  of  any  such  growth  as  will  match  the  expansion  of  our 
commerce.  The  Commission,  apparently,  believes  we  must  turn 
back  to  the  public  hiwhways  and  to  the  abandoned  canals  and  water- 
ways for  our  additional  transportation.  The  railways  and  the  bank- 
ers accept  the  views  of  the  Commission  so  they  may  be  sure  to 
collect  their  6  per  cent  interest. 

The  small  railways,  rather  than  hoping  to  grow  into  big  roads, 
expect  to  sell  out  to  impending  consolidations  and  hence  to  get 
their  assured  dividends. 

If  bankers  are  thinking  only  of  consolidations,  they  give  no 
thought  to  any  need  to  pioneer  in  the  matter  of  railroad  building. 
The  lawmakers,  and  the  Commission,  are  rooted  in  their  scheme 
of  certificates  of  public  necessity  and  convenience  as  a  means  of  pre- 
venting new  and  ambitious  roads  from  springing  up  to  disturb  the 
dream  of  security  of  existing  lines. 

In  a  word,  our  railways  are  now  managed  for  the  assured  in- 
terest rate  of  stockholders;  the  public  can  take  the  service  which 
that  plan  allows. 

I  mention  these  things  because  I  want  you  to  know  that  we — 
speaking  of  official  America — have  decided  that  the  railroads  are 
hopelessly  ruined  by  regulation.  If  choice  must  be  made — and  the 
day  of  choosing  Is  not  far  distant — we  will  allow  the  country  to 
drift  into  the  economic  dolldrums  before  we  will  admit  that,  politically, 
we  made  any  mistakes  by  carrying  regulation  too  far. 

Applying  all  of  this  to  your  case,  I  mean  to  say:  The  railroads 
are  dead  beyond  hope  of  immediate  recovery.  They  are  worse  off 
now  than  they  were  two  years  ago  because  they  have  not  been  main- 
tained. Beginning  at  once,  the  business  of  the  country — the  tonnage — 
will  begin  rapidly  to  grow.  In  a  very  few  months,  it  will  have 
caught  up  with  what  It  was  in  1920.  It  will  start  toward  what  i 
should  have  been  in  1921.  It  will  try  to  catch  up  with  its  own 
actuarial  prospects  in  1925.  Midway  in  that  improvement,  tho 
growth  of  the  nation's  business  will  stop  because  the  railways  will 
not  be  available  to  move  what  we  can  produce  and  sell. 

What  that  is  going  to  mean  to  your  business  and  ours  seems 
perfectly  obvious.  Your  factories  were  rebuilt  in  major  part  out  of  the 
war  profits.  They  were  extended.  Our  coal  mines  were  multiplied 
and  improved  out  of  war  profits.  These  business  units  are  available 
and  will  want  to  work.  The  buying  power  of  the  people  will  coon 
be  restored  and  they  will  want  to  buy.  Everything  will  be  set  for 
an  Increase  in  tonnage,  leaving  as  customary  a  recovery  in  price 
to  follow  more  leisurely. 

Then,  the  railroad  blockade  will  stop,  midway,  the  growth  in 
tonnage.  You  and  I  know  what  will  happen.  When  we  stop  tonnage 
growth  without  satisfying  the  demand,  prices  will  begin  to  rise  as 
buyers  begin  to  compete  for  what  can  get  through  the  traffic 
blockade.  We  will  exactly  reverse  every  lesson  of  our  economic 
history  It  will  be  the  beginning,  all  over  again,  of  1920.  And,  we 
need  not  expect  that  the  belated  buying  of  cars  and  engines, 
will  be  in  time  to  stop  price  inflation.  Cars  cannot  be  built  and  op- 
erated as  fast  as  the  mines  and  the  factories,  already  equipped,  can 
turn  out  business. 

In  the  light  of  this  exposition  of  what  is  immediately  ahead, 
is  It  necessary  for  me  to  answer  further  the  two  questions  which 
I  anticipated  you  would  ask— shall  we  buy  on  contract  this  year 
and  what  are  the  prospects  as  to  supply  and  prices  during  the  next 
few  years?  The  transportation  situation  answers  those  questions. 
I  believe  that,  in  the  light  of  these  known  facts,  any  purchasing  agent 
with  even  a  single  brain  cell  still  active  In  his  head  will  get  under 
contract  early  this  year  with  a  good  reliable  source  of  coal  supply. 

I  know  that  many  of  you  will  not  agree  with  my  pessimistic 
forecast.  I  do  not  expect  you  will.  You  still  have  faith  that  sparsely 
populated  America  will  grow  industrially.  You  cannot  believe  that 
any  public  men  are  such  idiots  that  they  will  stunt  our  growth  by 
refusing  to  supply  transportation.  I  warn  you:  Use  your  optimism 
as  men  and  as  citizens  to  beat  down  my  arguments.  Abuse  me 
privately  or  publicly  as  much  as  you  please  for  voicing  such  views. 
But  don't  you  dare  allow  your  optimism  to  influence  your  judg- 
ment as  pu'rchasing  agents.  I  mean:  Except  a  shortage  and  rising 
prices.  Buy  for  a  shortage  and  for  rising  prices. 


February  25,  1922 
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EFFECT  OF  NATIONAL  AGREEMENTS 

Thomas  DeWitt  Cuyler,  chairman  of  the  Association  of  Rail- 
way Executives,  in  replying  to  an  inquiry  by  W.  H.  Chandler, 
president  of  the  National  Industrial  Traffic  League,  relative  to 
the  national  agreements  and  recent  statements  by  Walker  D. 
Mines,  former  Director-General  of  Railroads,  as  to  their  effect 
on  railroad  operating  expenses,  said  that  "the  full  force  and 
effect  of  the  rules"  on  operating  expenses  was  not  experienced 
by  the  Director-General,  Interpretations  made  by  the  Railroad 
Administration's  Railway  Board  of  Adjustment  No.  2,  he  said, 
became  effective  in  1920,  and  that  these  interpretations  increased 
expenses. 

Mr.  Chandler's  letter  to  Mr.  Cuyler  follows: 

Members  »f  the  National  Industrial  Traffic  League  have  been  fur- 
...  time  to  time,  which  statement*  made  on  behalf  of  the 

RaUroid  1£cut5?«  .  beartag  on  the  effect  of  the  national  agreements 

°"  By  Uasrit!m'e.reyo;fUh7"ve  soen  the  statement  made  by  Mr.  Walker 
Hine*  before  the  Interstate  Commerce  Commission  at  the  hearlt 
th'  "  Commission  Is  now  conducting  for  the  PUrposeof  determining 
among  other  things  whether  rates  should  be  reduced.  The  state  - 
nents  vary  so  widely  from  those  made  by  the  Railway  Executives. 
Fib"/  It  would  be  helpful  If  the  shippers  were  Informed  as  to  the 
exact  effect  of  the  extension  of  the  national  agreements  to  those 
road*  to  which  they  did  not  apply  prior  to  their  establishment  during 
Federal  Control. 

Some  time  ago  I  addressed  the  New  England  Railroad  Executives 
..!,.„,  wnat  effect  the  national  agreements  had  towards  Increasing  the 
expense  of  operating  their  lines.  To  my  great  astonishment  they  were 


ense  o    opera  . 

bteto  smr  If  the  Individual  lines  cannot  tell  to  what  extent  they 
paying  excessive  wages  because  of  these  agreements.  I  do  not  see 
how  It  Is  possible  for  all  of  the  railroads  collectively  to  say  Row  much 
the  agreements  cost  them  annually.  It  seems  to  me  most  Important 
that  the  testimony  of  Mr.  Hlne«  and  the  statements  made  by  the 
Traffic  Executives  should  be  harmonised. 

shippers  have  heretofore  relied  upon  the  accuracy  of  the 
ts  mVde  by  the  Railway  B>eeuUT.>  •'*™*"  •11*£i'«f£ciory 
on  Is  promptly  made,  the  shippers'  confidence  will  be  shaken. 


The 

statement* 
explanation  Is  promptly 

Mr.  Cuyler  s  reply  follow*: 

I  have  your  letter  of  the  3d  Inst.    I  assume  that  you  refer  to  that 

portion  of  Mr.  nines'  testimony  which  Is  contained  on  Pages  174J  to 

$74*.  Inclusive,  of  the  transcript  of  the  Inquiry  now  being  held  bythe 

.tale  Commerce  Commission  and  covering  Mr.  Mines    testimony 

on  January  II.  MM. 

In  this  testimony  Mr.  Hlnes  said: 

•  Practically  every  feature  of  that  agreement  (re/erring  to  the 
shop  crafts'  agreement)  which  represented  the  probability  of  a  sub- 
!t^tl.l"jira3£  fijrtjy  ^J^^J^1  throughout  lilt  and  had 

The  tint  point  to  which  I  would  like  to  direct  your  attention  Is 
the  fact  that  some  of  the  most  burdensome  and  Injurious  Interpreta- 
tion* of  the  provision,  of  this  agreement  were  never  experienced  by 
the  Director  General  of  Railroad*.  These  Interpretations  were  largely 
handed  down  by  Railway  Board  of  Adjustment  No.  I.  and  If  you 
will  took  at  the  record  of  that  Board  you  will  find  numerous  decisions 
rendered  In  May.  June.  July.  August,  and  even  up  to  November.  It20. 

Further  In  the  same  paragraph  Mr.  Hlne*  state*  In  substance  that 
It  was  particularly  true  that  the  classification  of  labor  complained 
of  In  the  national  agreement  with  the  shop*  crafts  had  been  put  In 
affect  In  the  summer  of  l»l»  and  was  In  effect  all  during  1(1),  and 
could  therefore  have  had  no  effect  upon  the  operating  expenses  of 
ItM 

I  am  advised  that  one  of  the  most  notorious  examples  of  the 
national  agreement,  namely  the  application  of  the  division  of  labor 
to  renewing  stay-bolts  on  locomotives,  was  not  even  raised  until  the 
case  of  engine  No.  1610  In  the  Riverside  shop  of  the  Baltimore  * 
Ohio  Railroad  Company  on  December  «.  1ft*.  less  than  three  month* 
before  the  termination  of  federal  control.  Formerly  a  machlnUt 
i-ed  the  locomotive  and  the  boUermakera  renewed  the  stay-bolt*. 
Cm  the  occasion  In  question  the  shop  committee  Insl.ted  that  und.  r 

national  agreement  the  following  forms  of  skilled  labor  must  be 

Pipe  fitter  and  helper  to  remove  Injector  and  other  pipes. 
Machinist  and  helper  to  remove   injector 
r  on  worker  and  helper  to  remove  j 
•:tT  to  remove  lagging  and  running  boards. 
Bower  makers  to  remove.  *nd   rmew  stay-bolts. 
Engine    restored    to    operating  -condition    by    reverse    of    first 

f '"•'  1  *"      I1  '  •  ••    •    *  "*    - 

Tet  during  ItM  I  am  Informed  this  became  the  standard  practice 
•he  renewal  of  stay-bolts  on  all  railroads  subject  to  the  national 

r  Illustrating  the  fact  that  the  Director  General  of  Rail- 
roads did  not  experience  In  his  operating  cost*  Anything  like  the 
full  force  and  effect  of  the  rule*  of  the  national  agreement*.  I  call 
your  attention  to  the  following  decisions  of  Railway  Board  of  Adjust- 
ment No.  2: 

It.  derided  June  It.  ItM.  prohibiting  section  men  from 
removing  damaged  or  broken  parts  of  motor  ears  or  assisting  In  their 
-•  : 

Docket  ISO*,  decided  June  15.  ItM.  prohibiting  machinists  taking 
off  1 1.  .>-:••  hetad  light* 

•elded  September  2.  1W>.  requiring  that  a*  long  a* 
employe*  are  required  to  perform  any  work  In  a  carpenter  locomotive 
Kan*.  th»y  must  be  paid  continuously  at  the  highest  rate  of  pay. 

Docket   i-  :•>.  1920.  providing  that  a  freight  car 

-•on  passenger  cars  must  be  paid  the 
highest  rot**  of  nay  continuously. 

>77.  decided  May  II.  IMA.  providing  that  a  machinist 
mil*!  I-  paid  overtime  when  transferring  from  a  night  to  day  shift, 
even  when  *uch  transfer  I*  made  at  his  request  and  to  meet  his 
convenlen 

Without  going  any  further.  I  suggest  that  you  can  *ettle  thl*  mat- 
•*n    »at!»fnctlon    by    a    review    of    the    decUlon*    of    the 
Railway  TJonrd  of  Adjustment  No    2  a*  n-garrli  the  *hop  cmft*  and  a 
review   of   the    decision*   of    Railway    flonrd    of    Adlimtmont    No     J    as 
i|»    the    national    agreement*    covering    the    clerk*    and    mainte- 
nance of  way  empl 

On    page    J7IS    Mr.    Hlne*    *ay»: 

"Agam.  eyon  »t  to  those  fenture*  of  Ihe  nntlonal  agreement  which 
were  e*tahll*hed  for  the  first  time  In  the  agreement  Itnelf.  In  19U. 


•:••'. 

(1) 


there  were  numerous  all  those  features  in  their  agreement  prior 
to  federal  control." 

It  is  true  that  under  threat  of  a  strike  In  1917  a  certain  group  of 
southeastern  railways  entered  into  a  so-called  southeastern  agreement 
effective  July  1,  1917,  and  this  agreement  may  be  considered  as  the 
logical  predecessor  of  the  national  agreement  covering  the  shop  crafts. 

It  Is  equally  true  that  the  constructions  placed  upon  those  rules 
by  the  United  States  Kallroad  Administration  and  its  Boaxds  of 
Adjustment  had  in  large  degree  never  been  placed  upon  them  prior 
to  federal  control,  nor  had  they  ever  DO  adversely  affected  operating 
expenses  as  they  did  during  the  year  1920.  It  is  also  to  be  borne  in 
mind  that  even  the  southeastern  agreement  did  not  abolish  piece- 
work. 

Finally,  permit  me  to  call  your  attention  again  to  the  fact  that 
when  the  railroads  were  returned,  on  March  1,  1920.  they  had  approxi- 
mately 261,000  more  employes  than  they  had  In  December,  1917.  Of 
this  Increase  of  261.000  employes  221,576  Is  account  for  in  three  of  the 
classes  of  railway  employment  covered  by  the  national  agreements,  as 
follows: 

Shop    crafts    140,946 

r  ks     64.630 

Section  hands  and  unskilled  laborers,  approximately....     26,000 
Total     221.676 

Surely  It  is  not  without  Its  significance  that  the  railroads  moved 
the  abnormal  traffic  of  1920  with  no  Increase  in  train  service  em- 
ployes, but  that  they  Inherited  a  47  per  cent  Increase  in  the  shop 
crafts,  a  2S  per  cent  Increase  In  clerks,  and  about  a  7V4  per  cent 
Increase  In  maintenance  employes. 

Of  course  it  is  true  that  the  railroads  cannot,  except  at  prohibi- 
tive time  and  expense,  make  an  exact  computation  on  each  and  every 
railroad  of  the  effect  of  every  rule  In  each  of  the  national  agreements 
and  of  every  Interpretation  given  to  that  rule  by  the  Director  General 
or  by  a  railway  board  of  adjustment. 

It  Is  our  belief,  however,  that  between  excessive  Increases  in 
f mploye*  covered  by  thene  rules  and  decrvnws  In  the  productivity  per 
man.  the  estimate  of  their  having  added  1300,000,000  to  the  operating 
expenses  of  IttO  Is  conservative. 

It  1*  also  undoubtedly  true  that  during  1921.  with  widespread 
unemployment  and  diminished  railway  force*,  the  psychological  effect 
made  for  an  Increase  In  productivity  and  for  a  curbing  of  the  effort 
Jo  put  further  strained  constructions  upon  these  rulos 

I  have  no  doubt  that  during  1921  the  railroads  recovered  some  con- 
siderable portion  of  the  $300.000.000  excessive  burden  of  1920.  and  that 
the  effect  of  this  recovery  Is  Included  In  the  approximately  $600.000.- 
000  of  net  earnings  which  the  roads  will  probably  show  for  the  year 

At  the  same  time  I  call  to  your  attention  that  when  the  United 
States  Railroad  Labor  Board  announced  Its  revision  of  the  shop 
crafts  agreement, It  Informally  estimated  that  this  revision  would 
probably  enable  the  railroad*  to  nave  $£0.000000 

rmt  I"i7eiido..n?t  £r"nv<<   L"1'  *?  ^   true-   bemuse  while  the 

!Ti!j?'Ur0*id  H*1*0?  B<?rd  made  "  mimh<>r  °f  chnngog  which 

will   undoubtedly   make  for  further  economy.    Is  left   so  substantial   a 

£?rtiXn,wS;f,Jj!e  ""MfE.1  ?"*""£"'  w'Jh  thp  «hon  cr»ft«  t^t  a  sav  nS 
of  $50000.000  would  be  Impossible  unless  our  original  estimate  of  the 
cost  of  the  national  agreements  was  far  too  conservative. 


BOARD    ISSUES   MORE    RULES 

The  chief  effect  of  the  new  rules  for  firemen  and  oilers 
Issued  by  the  Labor  Board  February  23.  to  become  effective 
March  1  on  such  road*  as  hare  not  reached  separate  agreements 
with  their  workers  of  that  class,  was  to  broaden  the  scope  of 
the  classification  so  as  to  Include  under  the  general  heading  of 
firemen  and  oiler*  such  miscellaneous  classes  of  labor  as  sta- 
tionary and  hoisting  engineers,  flue  blowers  and  borers  fire 
knocker*,  cinder  pitmen,  fire  builders  and  coal  passers. 

Eight  hours,  the  rule*  say.  are  to  constitute  a  standard  work- 
in*  day.  but  time  and  a  half  for  overtime  Is  not  to  be  paid 
until  after  the  tenth  hour.  Overtime  on  Sundays  and  holidays 
is  also  abolished  and  sanction  Is  given  to  the  so-called  "split 
trick."  by  the  definition  of  an  eight-hour  day  as  one  In  which 
eight  hours  of  work  are  performed  within  twelve  consecutive 
hour*. 

Rules  for  application  on  such  roads  as  have  not  reached 
Individual  agreements  with  their  train  dispatcher*  were  an- 
nounced by  the  Labor  Board.  February  20,  to  become  effective 
March  1.  The  rules  affect  6.419  men  who  are  In  that  class, 
according  to  Interstate  Commerce  figures  for  October,  1921. 

The  board,  as  In  Its  other  rule  decisions,  designates  the 
eilfcssBour  day  aa  "standard,"  but  provides  for  the  payment  of 
punitive  overtime  to  dispatchers  only  after  the  ninth  hour.  The 
new  rule*  retain  the  "one  day  off  In  seven"  provided  by  the 
national  agreement,  but  remand  the  question  of  annual  vaca- 
tions to  the  men  and  the  individual  managers.  Under  the  na- 
tional agreement  two  week*  with  pay  were  allowed  annually. 

Announcement  of  the  dispatchers'  rules  and  the  final  hear- 
ing on  telegraphers'  rule*  set  for  Tuesday,  February  21,  indicate 
that  the  Labor  Board  is  nearing  completion  of  the  consideration 
of  rules  and  working  conditions  for  all  classes  of  employes  ex- 
cept train,  engine  and  yard  service  men.  On  March  6  the  board 
will  begin  hearings  on  the  applications  for  wage  reductions  and 
the  applications  for  wage  Increases  filed  for  all  classes  of  em- 
ployes, except  those  affecting  train,  engine  and  yard  service  men. 

PREPARE   FOR  WAGE   HEARINGS 

Tabulation  of  the  applications  for  reductions  In  the  wage* 
of  railroad  employes  received  by  the  l.*bor  Board  up  to  and 
Including  February  20.  the  date  net  by  the  board  as  the  dead- 
line for  the  reception  of  complaints  to  be  considered  when 
hearings  on  the  questions  are  begun.  March  «.  showed  that  175 
class  I  railroads  were  represented.  In  general,  those  roads  ask 
that  the  remainder  of  the  20  per  cent  Increase  granted  by  the 
board  in  July.  1920,  be  removed.  The  board  has  also  received 
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applications  from  13  labor  organizations  asking  wage  increases 
ranging  from  6  to  13  cents  an  hour. 

Representatives  of  15  railroad  labor  organizations  who  met 
with  leaders  of  the  miners'  unions  in  Chicago,  February  22, 
declined  to  commit  themselves  specifically  to  an  agreement  to 
strike  with  the  miners  in  case  the  latter  should  decide  to  quit 
work,  but  expressed  sympathy  and  promised  to  consider  "ways 
and  means"  of  co-operation  in  case  of  emergency.  The  sig- 
nificant part  of  the  resolution  adopted  at  the  meeting  was  as 
follows : 

When  it  becomes  apparent  that  any  one  or  group  of  the  associated 
organizations  is  made  the  victim  of  unwarranted  attacks,  or  its  integ- 
rity is  Jeopardized,  it  will  become  the  duty  of  the  representatives  of 
each  of  the  associated  organizations  to  assemble  to  consider  the  sit- 
uation. Ways  and  means  may  then  be  considered  and  applied  best 
to  meet  the  emergency.  Action  taken  under  this  section  is  subject  to 
approval  by  each  organization  represented. 


RATES  OF  WAGES  ON  M.  &  N.  A. 

Resumption  of  operations  on  the  Missouri  &  North  Arkansas, 
which  were  suspended  July  31,  1921,  was  forecast  by  a  decision 
of  the  Labor  Board,  February  20,  in  which  the  carrier  was 
given  permission  to  reduce  the  wages  of  all  its  employes  25  per 
cent  below  the  scale  provided  in  decision  No.  147,  the  wage  re- 
duction order  of  July,  1921.  The  proposition  of  the  receiver  for 
the  road,  as  submitted  to  the  board  at  a  hearing  last  week,  was 
to  pay  wages  25  per  cent  below  scale  and  to  make  up  this 
deficit  with  the  first  surplus  that  should  accrue  to  the  road.  Fol- 
lowing this,  the  proposal  said,  efforts  would  be  made  to  liquidate 
loans  that  the  road  has  received  from  the  government  which 
would,  it  was  estimated,  make  it  necessary  for  the  stockholders 
to  wait  over  ten  year's  before  receiving  any  returns  on  invest- 
ments. The  alternative  was  to  scrap  the  road,  leaving  a  terri- 
tory of  almost  10,000  square  miles  without  railroad  facilities  or 
with  inadequate  service. 

The  proposal  of  the  carrier  was  accepted  by  the  board  with- 
out change  and  the  contention  of  fourteen  labor  organizations 
that  the  board  had  no  jurisdiction  over  the  matter  dismissed 
with  a  statement  that  it  appeared  notice  of  the  proposed  cuts 
had  been  properly  given. 

Docket  No.  13345,  in  which  the  M.  &  N.  A.  has  requested  the 
Commission  to  increase  its  divisions  of  freight  revenue  by  25  per 
cent,  was  heard  recently  but  has  not  as  yet  been  decided. 

LABOR  BOARD  GETS  NEW  SECRETARY 

Luther  M.  Parker,  formerly  private  secretary  to  Vice  Chair- 
man Ben  W.  Hooper  of  the  Railroad  Labor  Board,  was  elected 
secretary  of  the  board,  February  20. 


VALUATION   AMENDMENT 

The    Traffic    World    Washington   Bureau 

A  request  by  Senator  Cummins,  chairman  of  the  Senate 
committee  on  interstate  commerce,  for  unanimous  consent  for 
the  immediate  consideration  of  Senate  bill  539,  which  would 
relieve  the  Commission  of  reporting  the  cost  of  reproduction  of 
carrier  lands  in  valuing  the  property  of  the  railroads,  was 
blocked  February  17  by  Senator  Underwood,  a  member  of  the 
Senate  committee. 

"I  do  not  like  to  object  to  the  senator's  request,  but  I  was 
giving  some  consideration  to  the  matter  involved  in  the  bill  when 
I  had  to  be  absent  on  account  of  attendance  at  the  Conference 
on  Limitation  of  Armaments,  which  has  recently  adjourned," 
said  Senator  Underwood. 

"I  think  the  subject  matter  of  the  bill  is  very  important  and 
that  it  should  be  considered  with  great  care.  We  have  spent  a 
great  many  million  dollars  in  the  past  few  years  in  the  effort 
t«  ascertain  the  value  of  the  railroads  of  this  country.  Although 
I  may  be  mistaken  about  it,  I  am  apprehensive  that  a  change  of 
existing  law  might  scrap  a  great  deal  of  work  that  has  already 
been  done  in  ascertaining  the  railroad  valuations." 

Senator  Cummins  said  he  assured  Senator  Underwood  that 
the  proposed  change  would  not  scrap  any  considerable  part  of 
the  valuation  work.  He  announced  that  he  would  push  for  con- 
sideration of  the  bill  as  soon  as  possible. 


come  into  the  ports  from  which  the  rates  had  been  reduced  to 
the  ante  Ex  Parte  74  basis. 

The  tariffs  will  be  filed  upon  statutory  notice,  with  April  1 
as  the  operative  date.  What  the  Commission  will  do  with  them, 
if  anything,  it  is  believed,  will  depend  largely  upon  the  char- 
acter of  explanation  and  argument  made  in  support  of  the  pro- 
posal. The  Commission  forbade  the  extension  beyond  January 
1  of  the  low  rates  made  on  iron  ore  in  October.  Its  prohibition 
was  founded  on  a  declaration  that  the  lowered  rates  constituted 
a  discrimination  against  the  lake-front  furnaces,  because  no 
corresponding  reduction  had  been  made  on  fuel  from  the  interior 
and  raw  materials  entering  into  the  production  of  pig  iron  at 
the  lake  front  furnaces. 

The  fact  that  the  eastern  railroads  were  prepared  to  make 
another  effort  to  restore  the  August  25,  1920,  basis,  led  to  a 
query  as  to  whether  they  were  not  about  to  announce  reduc- 
tions on  coal,  coke,  fluxing  limestone,  and  other  materials  used 
by  the  lake-front  blast  furnaces  in  the  production  of  pig  iron. 
Rumors  of  cuts  in  the  rates  on  coal  had  been  rife  for  a  long 
time.  Therefore,  Mr.  Curlett's  announcement  to  officials  of  the 
Commission  of  a  plan  for  cutting  ore  rates  lent  or  seemed  to 
lend  ground  for  the  circulation  of  the  reports  about  possible 
reductions  in  the  rates  on  coal,  limestone,  etc. 


TO  REDUCE  IRON  ORE  RATES 

The    Traffic    World    Washington   Bureau 

Another  effort  is  to  be  made  by  the  eastern  carriers  to 
eliminate  the  40  per  cent  increase  in  rates  on  iron  pre  made  by 
them  in  August,  1920,  under  the  .permission  granted  in  Ex  Parte 
74.  Agent  Curlett  has  informed  officials  of  the  Commission  of 
his  intention  to  have  tariffs  placed  on  file,  not  later  than  March 
1,  restoring  the  rates  as  nearly  as  arithmetically  possible,  by 
reducing  them  28%  per  cent.  At  the  time  he  gave  that  informa- 
tion there  was  some  disagreement  between  lines  serving  the 
lake  ports  and  their  connections  not  serving  them  as  to  divi- 
sions, but  the  thought  was  that  before  the  time  for  filing  the 
tariffs  came  there  would  be  an  agreement  whereby  the  reduc- 
tions would  apply  on  all  kinds  of  iron  ore  except  such  as  might 


PETITIONS   FOR   FURTHER   HEARING,   ETC. 

To  consider  the  application  of  the  proposed  scales,  the  aboli- 
tion of  the  present  group  system  of  rates,  and  other  important 
features  the  defendants  in  No.  12244,  The  Corporation  Commis- 
sion of  Oklahoma  vs.  Abilene  &  Southern  et  al.,  have  asked  a 
further  hearing  in  that  case. 

Complainants  in  No.  10815,  Spring  Valley  Coal  Co.  et  al.  vs. 
Director-General,  A.,  T.  &  S.  F.  et  al.,  have  asked  for  a  rehearing 
of  that  case. 

The  Baltimore  &  Ohio  Railroad,  respondent,  has  asked  the 
Commission  to  grant  a  reargument  of  I.  and  S.  No.  1365,  Routing 
on  coal  from  Western  Maryland  Railway  mines  to  eastern  des- 
tinations. 


HARDING  CONSIDERS  COAL  SITUATION 
President  Harding  and  his  cabinet  have  been  giving  consid- 
eration to  the  bituminous  coal  situation,  transportation  and  the 
demands  for  lower  freight  rates,  it  was  said  officially  at  the 
White  House.  The  trend  of  the  discussion  was  not  indicated, 
and  if  any  conclusions  were  reached,  that  fact  was  not  made 
known.  With  regard  to  the  threatened  coal  strike.  April  1,  gov- 
ernment officials  are  inclined  to  an  attitude  of  "hands  off"  for 
the  time  being.  The  developments  in  the  coal  controversy,  it 
was  indicated,  have  not  reached  the  point  where  it  is  advisable 
for  the  government  to  take  action  in  the  matter. 


CHANGE   IN   DOCKET 

Argument  in  12836,  Albert  R.  Hostetter  Co.  vs.  Dayton,  To- 
ledo &  Chicago  et  al.,  and  12349,  Kingan  &  Co.,  Inc.,  vs.  Di- 
rector-General, assigned  for  February  24  at  Washington,  D.  C.. 
was  cancelled. 


Personal  Notes 


L.  A.  Sackbauer  has  been  appointed  traffic  manager  for  the 
Wabash,  Chester  &  Western  Railroad  at  Chicago. 

The  Norfolk  &  Western  has  announced  the  appointment  of 
T.  A.  Whelan  as  traveling  freight  agent  at  St.  Louis,  and  E.  F. 
Stone  as  traveling  freight  agent  at  Atlanta.  Ga. 

The  Buffalo,  Rochester  &  Pittsburgh  Railway  has  announced 
the  following  appointments:  Bert  J.  Lawless,  traveling  freight 
agent,  Newark,  N.  J.;  James  C.  Gross,  traveling  freight  agent, 
Pittsburgh;  W.  A.  Clemens,  traveling  freight  agent,  Chicago. 

The  following  are  the  new  officers  of  the  Hinde  &  Dauch 
Paper  Company,  Sandusky,  Ohio:  Chairman  of  the  board,  Sid- 
ney Frohman;  president,  Frederick  Emmons;  vice-president. 
J.  W.  Harbrecht;  treasurer,  O.  F.  Rinderle;  secretary,  C.  N. 
Kiefer;  assistant  secretary,  W.  F.  Pfeiffer;  general  counsel, 
R.  K.  Ramsey. 

I.  N.  Randall  has  been  appointed  general  agent  of  the 
refrigerator  service  of  the  Union  Pacific  System  at  Omaha. 

O.  W.  Soderquist,  formerly  traffic  adviser  at  the  La  Salle 
Extension  University,  has  been  appointed  secretary  of  the  Chi- 
cago terminal  district  for  the  American  Commerce  Association. 

S.  L.  Vaughan,  traffic  manager  for  the  Grand  Rapids,  Grand 
Haven  &  Muskegon  Railway,  has  been  elected  a  vice-president 
of  that  road.  He  will  act  as  president  and  general  manager 
during  the  absence  of  President  W.  K.  Morley  from  Grand 
Rapids  on  a  vacation.  L.  A.  Goodrich  will  act  as  traffic  man- 
ager. 

A.  M.  Groseclose,  for  six  years  assistant  traffic  manager  for 
the  Northwestern  Fruit  Exchange,  Seattle,  Wash.,  has  been  pro- 
moted to  the  position  of  traffic  manager,  succeeding  J.  Curtis 
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Robinson,  who  resigned.  Mr.  Oroseclose  was  in  the  employ  of 
the  Oregon-Washington  and  the  Western  Pacific  railroads  for 
eleven  years  prior  to  going  with  the  exchange  in  1912. 

H.  S.  DuVal,  freight  traffic  representative  for  the  Southern 
Railway,  has  been  transferred  from  Augusta,  Ga.,  to  Columbia. 
S.  C. 

J.  A.  Bodine  has  been  appointed  commercial  agent  for  the 
Chesapeake  &  Ohio  Lines,  at  Wilmington.  N  '' 

Edward  C.  Sicardi.  vice-president  of  the  Union  Tank  Car 
Company,  has  been  elected  president  of  that  company.  He  suc- 
ceeds William  A.  Barstow.  who  died  at  his  home  in  Mutton 
Park.  West  Orange.  N.  J..  February  10. 

K  S.  Briggs,  chairman.  National  Perishable  Freight  Com- 
mittee, has  tendered  his  resignation,  effective  March  1.  1922. 
to  accept  the  position  as  manager  and  secretary  for  the  Ameri- 
can Fruit  &  Vegetable  Shippers'  Association,  at  Chicago,  sue 
ceeding  R.  Cummlng.  who  has  accepted  service  with  the  IU 
Giorgio  Fruit  Corporation.  New  York.  Mr.  Briggs  entered  rail- 
road service  in  1889.  In  1897  he  became  rate  clerk  in  the 
general  freight  office  of  the  Missouri,  Kansas  &  Texas  Railway 
at  Dallas.  Tex.,  subsequently  he  was  appointed  chief  rate  clerk 
and  chief  clerk  to  the  general  freight  agent.  In  1905  he  was 
promoted  to  assistant  general  freight  agent  at  Houston.  Tex., 
and  'n  1910  was  appointed  assistant  general  freight  agent,  a 
I»uis.  In  1914  he  accepted  services  as  traffic  assistant  of  th- 
Pacific  Fruit  Express  Company,  at  San  Francisco,  and  In  1917 
was  appointed  traffic  manager  of  that  company  at  San  Fran 
cisco.  In  July.  1>2A.  he  was  selected  by  the  railroads  to  take 
charge  of  the  newly  formed  National  Perishable  Freight  ' 
mitue  as  Its  chairman. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  following  officers  were  elected  at   the  annual  meeting 

of  the  Traffic  Club  of  Philadelphia,  held  February  14:    Presld<  nt. 

K    I)    Hillt-ary:    vice-presidents.  F.   T.   Brooks.   H.   C.   Crawford. 

H«nk.-H.  T    A.  Reed.  W.  H    Sellff;  secretary.  W.   H.   Mont 

gomery;   treasurer.  R.   C.  Clayton:    historian.  Joseph  Bllen:   di 

«.  J.  S.  I..  Braddock.  Don  C.  Hunter,  R.  8.  Mawson. 


The  new  officers  of  the  Milwaukee  Traffic  Club.  • 
the  annual  meeting.  February   11.  were  as  follows: 

Bryan;    vice-presidents.   J     I.    Bowles.   J.    E.    Krascman 
1      \V    Burroughs;    secretary-treasurer.   A.  C.   Ueckr:    di 
-•er.  George  Mergener.  J.  J.  Bloomer. 


G.  H.  McClain.  managing  director  of  the  Ix>uisvllle  Safety 
•.ell.  addressed  toe  Transportation  Club  of  Louisville,  at  ill-- 
annual mt-etlng.  February  14.  at  the  Pend«-nni»  Club,  on  "Arcl 
il»-nt  Prevention."  The  following  officers  were  elected:  Fred- 
dent.  Fred  Borries:  traffic  manager.  Ballard  *  Italian!  Company: 
vice-president.  J.  D.  Marney:  assistant  general  freight  •Kent. 
B.  £  O.  Railroad:  secretary-treasurer,  commercial  agrnt.  Sea- 
board Air  Line:  directors.  \V  S  Campbell,  general  manager. 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 

•  nd   THE   TRAFFIC    WORLD    )»   the   loxtrnl    rm-<!iiini    for   getting 
m- n    and    the    position*    In    lourh    with    earh    other.      The    rate* 
classified  advertisements  are  a*  follow*:    first  Insertion.  11.00  per  line, 
minimum  chars*  |>.M:  succeeding  Insertion*,  per  line.  We:  10  word*  to 
the  HIM-,  numhers  and  abbreviations  counted  ••  words:  (  point  type: 
payable  In  advance.     Answers  to  key«4  advertisements  forwarded  • 

•  nd    all    correspondence    held    In    strict    confidence.      THE    TRAFFIC 
IU  South  Mark-  •  • 'hlrago.  III. 

POSITION  WANTED — Aa  truffle  rminaier  or  aaalstant.  with  com- 
mercial organisation.  h)r  younc  man.  axe  it.  live  years'  railroad  and 
three  years'  commercial  Irani.  Familiar  with  rates  all" 

terrlterlaa.      Expert    freight    Mil    auditor       N.  w    Y»rk    or    \,     ,    •. 
'-       Address   llox   7>i'<.   Truffle  Worl-l.   «'hl<-«go. 

WANTED    POSITION— As    Truffle    Manager    or    Aiulitant    Tr.itll, 
Manaajrr.  with  responsible  organization.     T»ilrteen  yr»r» 
railroad,    steamship    and     Industrial     trnfflc     work.       Thoroughly     • 
veraant  all  detail*  sn.-h   work       Id-commendations   from   hlcnest    rail- 
road   and   steamship   offlrlaU.      Address    «>     I'     D     117.    Tr.-ifll.     World. 
Chicago. 

WANTED  POSITION  — A.  Tr.,m<-  M.,nn*.-r.  l.>  hlKh  Bra, I.-  inHn.  ::, 
year-  i.trtnl  tri •" 

fifteen   year*   with    large    Industry   doing    world    *  !<!«•    |..i«m- —K       Thor- 
oiurhly   famlltar  with  »tl   |>hn—«   traffic   I-    hm 
<te    J*-K:*|. 
•!  Traffic  \'  i»o. 


POSITION    WANTED—  A..    Trnfllr 
who  hits  h  ••• 
Thorough  kno» 


<VA-.  •  >   • 

reliable,  able  to  oncanizr   an.  I     • 
experif-nce.    IwiSnll.    n 

_ 


Mananr  or    A«»l«t«nt.    I. 
In  railway  and  Industrial  trnfltr 
\«»  W.   marrlrc).     fan   fumliih 
'  ''ilcnro.   Ill 

nagar.    vonns;    mnn.    thoroiiKhl> 
rpartjnrnt.   ciitht   years'   rn- 
jloyed  by   trunk  lin<-;   .|.--<n 
industrial:   trunk   lin.-   i.n  ;(..:. 


A  service — not  a  truck.  That's 
the  way  to  think  of  a  Fierce- 
Arrow.  A  means  of  transpor- 
tation so'  sure,  so  dependable, 
so  unfailingly  reliable,  that 
its  performance  need  never  be 
questioned  or  discounted. 


Pierce -Arrow 

TRUCKS 


The  Pierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  S32OO      )Uton$4350     5-ton  $4850    fully  equipped 


FOR  SALE — Several  cam  No    I  oak  rnllmad  cronn  Men    xwltch  tlni- 
«•   and   rroMlnf   plank.      1  ion.    I1     <  >.    Box   215. 

south  Bend,  ind 


Baltic    Scandinavian 

FAST    FREIGHT    SERVICE 

TO 

Copenhagen,  Danzig,  Reval  •»'  Helsingfors 

Other  Slide-Scandinavian  Ports  as  Cargo  Offers 
U.  S.  S.  B.  A-l  Steel  Steamers  Carrying  U.  S.  Mail 

••'ROM   PHIL. \DKI.rHIA 
•v  RiK-kawav  Park       .       .       .     February  <8th 

^    -«    I    i-'|>ort I^ite  March 

FROM  NK\V  YORK 

-    S    R.nkaw.iy  Park       ....     March  8th 
S.  S    L.i-.t|K>ri l^ate  March 

(Now  Kereiving  Pier  «,  Hro»kl>  n 

Through  Bills  of  Lading  to  all  Baltic  and  Scandinavian  I'uri- 
When   thipping   to    Bailie -Scandinavian    Port*    tpecify 

OUSQUEHANN A 

•Va^    Steamship  Company,  Inc.    *•»• 

2  Stone  Street   rw.  b^«  Cm  zt$i  s   New  York  City 

S.  L.  BURGESS  &  CO.,  Agents 

928  Lafayette  Bldg.    «~~  U~k.rd 2»72    Philadelphia.  Pa. 
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K.  &  I.  Terminal  Railroad;  W.  R.  Hensley,  trainmaster,  L.  H. 
&  St.  L.  Railway;  Samuel  Riddle,  vice-president  Louisville  Rail- 
way; W.  H.  Lyons,  traffic  manager  Peaslee-Gaulbert  Company; 
C.  A.  Pennington,  superintendent  of  terminals,  Big  Four-C.  &  O. 
railways. 


P.  W.  Myers,  division  freight  agent  of  the  Santa  Fe  Rail- 
road, was  elected  president  of  the  Traffic  Club  of  Denver,  at  the 
club's  recent  annual  meeting.  Harry  Dickinson  and  F.  J.  Toner 
were  elected  vice-presidents  and  C.  B.  Rader  secretary-treas- 
urer. 


At  the  meeting  of  the  Pacific  Traffic  Association,  held  at 
the  San  Francisco  Chamber  of  Commerce,'  February  21,  A.  J. 
Dickie,  editor  of  the  Pacific  Marine  Review,  spoke  on  "American 
Shipping  Handicaps." 


The  monthly  meeting  of  the  Transportation  Club  of  Decatur, 
111.,  was  held  at  the  Y.  M.  C.  A.,  February  14.  A  general  dis- 
cussion of  the  problems  of  payment  and  correction  of  freight 
bills  followed  the  meeting.  The  second  annual  industrial  ban- 
quet of  the  club  will  be  held  March  2. 


Frank  Branch  Riley,  of  Portland,  Ore.,  delivered  his  inter- 
esting and  beautifully  illustrated  lecture  on  "The  Lure  of  the 
Great  Northwest,"  before  the  Chicago  Traffic  Club,  at  the  Hotel 
La  Salle,  February  22.  Mr.  Riley's  talk  and  pictures  elicited  a 
great  deal  of  favorable  comment. 


At  the  annual  meeting  of  the  Traffic  Club  of  the  Providence, 
Rhode  Island,  Chamber  of  Commerce,  held  February  14,  the  fol- 
lowing officers  were  erected:  Chairman,  J.  J.  Guggan,  traffic 
manager  General  Fire  Extinguisher  Company;  secretary -treas- 
urer, E.  C.  Southwick,  traffic  manager  Providence  Chamber  of 
Commerce.  - 


George  Wharton  Pepper,  newly  appointed  senator  from 
Pennsylvania,  was  the  principal  speaker  at  the  fifteenth  annual 
dinner  of  the  Traffic  Club  of  New  York,  held  at  the  Commodore 
Hotel,  February  21.  In  his  speech  the  senator  drew  an  analogy 
between  the  mutual  interests  of  the  shipper,  the  traveler,  the 
financier,  the  manager  and  the  worker  in  the  railroads  and  the 
mutual  interests  of  the  great  powers  in  the  Pacific  treaty. 
Otis  Wingo,  Jr.',  representative  in  Congress  from  Arkansas,  and 
Henry  Hyslop,  of  Oklahoma,  were  the  other  speakers.  President 
T.  T.  Harkrader,  of  the  club,  was  toastmaster. 


Carl  D.  Jackson,  chairman  of  the  Wisconsin  commission, 
spoke  with  reference  to  the  restoration  of  state  rights  over  in- 
trastate  traffic  matters  before  the  annual  meeting  of  the  Wis- 
consin Traffic  League,  held  in  Milwaukee  recently.  W.  G. 
Bruce  explained  the  various  phases  of  the  Great  Lakes-St.  Law- 
rence Tidewater  project  to  the  league.  The  activities  of  the 
league  during  the  past  year  have  been  directed  mainly  toward 
this  project,  the  revision  of  the  transportation  act,  and  the 
Labor  Board.  Officers  were  elected  as  follows:  President,  C.  M. 
Starks,  manager  transportation  department  Oshkosh  Associa- 
tion of  Commerce,  Oshkosh;  vice-president,  A.  Murawsky,  traf- 
fic manager  National  Enameling  &  Stamping  Company,  Inc., 
Milwaukee;  secretary  and  treasurer,  H.  Gehrke,  assistant  traffic 
manager  Milwaukee  Association  of  Commerce,  Milwaukee. 

INTERLOCKING  DIRECTORATES 

The   Traffic   World   Washington  Bureau 

Edgar  Palmer  was  authorized  to  retain  his  positions  with  the 
Green  Bay  &  Western  Railroad,  Detroit,  Hillsdale  &  Southwest- 
ern Railway  and  other  companies. 

William  Cotter  was  authorized  to  hold  the  positions  of  presi- 
dent of  the  Manufacturers  Railway  and  the  St.  Louis  &  O'Fallen 
Railway  in  addition  to  positions  previously  authorized. 

William  B.  Sanders  was  authorized  to  hold  the  position  of  di- 
rector of  the  Kalamazoo,  Allegan  &  Grand  Rapids  Railroad  in 
addition  to  positions  previously  authorized. 

The  Commission  has  authorized  Stephen  Birch  to  hold  the 
position  of  director  of  the  Erie  Railroad  in  addition  to  positions 
previously  authorized. 

William  T.  Cobb  has  received  permission  to  hold  the  posi- 
tions of  director  of  the  Maine  Central  Railroad  and  the  Lime 
Rock  Railroad. 

Various  officers  of  the  Pullman  Company,  Kankakee  &  Seneca 
Railroad,  Chicago  Union  Station  Company,  Chicago  &  Alton  Rail- 
road, and  the  Pullman  Railroad  have  been  permitted  to  retain 
their  positions. 

George  F.  Baker  was  authorized  to  hold  the  positions  of  di- 
rector of  the  Boston  &  Albany  Railroad,  Rutland  Railroad,  and 
The  Pullman  Company  in  addition  to  positions  previously  author- 
ized. 

Harold  S.  Vanderbilt  was  authorized  to  hold  the  positions  of 
director  of  the  Cleveland  &  New  Castle  Railway  and  The  Pullman 
Company  in  addition  to  positions  previously  authorized. 

Chauncey  Keep  has  been  permitted  to  hold  the  position  of 


director  of  The  Pullman  Company  in  addition  to  positions  pre- 
viously authorized. 

W.  Seward  Webb  has  been  authorized  to  hold  the  position  of 
director  of  The  Pullman  Company  in  addition  to  positions  pre- 
viously authorized. 

The  Commission  has  dismissed  the  application  of  Harold  S. 
Vanderbilt  for  authority  to  hold  the  position  of  director  of  the 
Canada  Southern  Railway  on  a  holding  that  that  company  is  not 
a  carrier  within  the  meaning  of  paragraph  (12)  of  section  20a 
of  the  interstate  commerce  act. 

D.  N.  Fink  was  authorized  to  hold  the  positions  of  director 
of  the  Poteau  Valley  Railroad  and  director  and  treasurer  of  the 
Oklahoma  &  Arkansas  Railway. 

H.  E.  Huntington  was  authorized  to  hold  his  positions  with 
the  Chesapeake  &  Ohio  Railway  and  certain  subsidiary  com- 
panies and  the  Southern  Pacific  Company,  in  addition  to  posi- 
tions previously  authorized. 

O.  H.  McCarty  has  been  permitted  to  retain  his  positions 
with  the  Wichita  Falls,  Ranger  &  Ft.  Worth  Railroad  and  the 
Eastland,  Wichita  Falls  &  Gulf  Railroad  in  addition  to  positions 
previously  authorized. 

Samuel  Woolverton  was  authorized  to  hold  the  positions  of 
director  of  the  Buffalo,  Rochester  &  Pittsburgh  Railway  and  the 
Mobile  &  Ohio  Railway. 

Various  officers  of  the  Missouri  Pacific  Railroad,  Boonville, 
St.  Louis  &  Southern  Railway,  Little  Rock  Junction  Railway, 
Arkansas  Central  Railroad,  and  other  roads  have  been  authorized 
to  retain  their  positions. 

William  H.  Williams  has  been  authorized  to  hold  his  posi- 
tions with  the  Delaware  &  Hudson  Company,  Schoharie  Valley 
Railway  and  other  roads  in  addition  to  positions  previously  au- 
thorized and  either  the  positions  of  (a)  chairman  of  board,  di- 
rector, and  chairman  and  member  of  executive  committee  of  the 
Wabash  Railway  and  director  of  the  Kansas  City  Southern  Rail- 
way; or  (b)  director  of  the  Missouri  Pacific  Railroad  and  Texas 
&  Pacific  Railway;  or  (c)  chairman  of  board,  director,  chairman 
and  member  of  the  executive  committee  of  the  Wabash  Railway 
and  director  of  the  Texas  &  Pacific  Railway.  Mr.  Williams  must 
notify  the  Commission  within  30  days  as  to  his  choice  of  the 
above  mentioned  positions. 

Applications  requesting  authority  for  certain  persons  to  hold 
positions  with  the  American  Refrigerator  Transit  Company,  the 
Napierville  Junction  Railway,  and  the  Quebec,  Montreal  &  South- 
ern Railway  have  been  dismissed,  the  Commission  holding  that 
none  of  these  companies  are  common  carriers  within  the  mean- 
ing of  paragraph  (12)  of  section  20a  of  the  interstate  commerce 
act. 

The  Commission  has  authorized  officers  of  the  St.  Louis 
Southwestern  Railway,  Valley  Terminal  Railway,  Wabash  Rail- 
way, Dallas  Terminal  Railway  &  Union  Depot  Co.,  and  other 
roads  to  retain  their  positions;  officers  of  the  Pittsburgh,  Shaw- 
mut  &  Northern  Railroad,  Kersey  Railroad,  and  Clarion  River 
Railway  to  retain  their  positions;  officers  of  the  Louisiana  & 
Pacific  Railway,  Sibley,  Lake  Bisteneau  &  Southern  Railway, 
Woodworth  &  Louisiana  Central  Railway,  and  Mississippi  East- 
ern Railway  to  retain  their  positions;  and  officers  of  the  Terminal 
Railroad  Association  of  St.  Louis,  East  St.  Louis  &  Carondelet 
Railway,  Wiggins  Ferry  Co.,  St.  Louis  Merchants  Bridge  &  Term- 
inal Co.,  and  other  roads  to  retain  their  positions. 

The  firm  of  Baker,  Botts,  Parker  &  Garwood  was  authorized 
to  hold  the  position  of  general  counsel  for  the  Louisiana  & 
Pacific  Railway,  Sibley,  Lake  Bisteneau  &  Southern  Railway, 
Woodworth  &  Louisiana  Central  Railway,  and  Mississippi  East- 
ern Railway  in  addition  to  positions  previously  authorized. 

Mortimer  N.  Buckner  was  authorized  to  hold  the  positions 
of  director  of  the  Carolina,  Clinchfield  &  Ohio  Railway  and  the 
Chicago,  Milwaukee  &  St.  Paul  Railway. 

Ernest  Rice  was  permitted  to  hold  the  positions  of  director 
of  the  Chicago,  Memphis  &  Gulf  Railroad  and  the  Birmingham 
&  Northwestern  Railway. 

The  Commission  has  authorized  Arthur  J.  Singer  to  retain 
his  positions  with  the  the  Lake  Champlain  &  Moriah  Railroad 
and  the  South  Buffalo  Railway. 

E.  W.  Backus  and  W.  F.  Brooks  were  authorized  to  retain 
their  positions  with  the  Minnesota,  Dakota  &  Western  Railway 
and  the  Minnesota  £  International  Railway. 

John  C.  Shaffer  was  authorized  to  hold  the  positions  of  di- 
rector of  the  Chicago,  Kalamazoo  &  Saginaw  Railway  and  the 
Chicago,  Memphis  &  Gulf  Railroad. 

The  Commission  has  authorized  F.  C.  Krauser  to  retain  his 
positions  with  the  Rio  Grande  Southern  Railroad  and  the  San 
Luis  Central  Railroad. 

E.  Schier  Welch  was  authorized  to  hold  the  positions  of  di- 
rector of  the  Boston  &  Providence  Railroad  and  the  Vermont  & 
Massachusetts  Railroad. 

Benjamin  R.  Pollock,  Gerrit  Fort,  and  other  officers  of  the 
Boston  &  Maine  Railroad  have  been  authorized  to  perform,  with- 
out title,  various  duties  for  the  Barre  &  Chelsea  Railroad,  Mount 
Washington  Railway,  and  other  short  lines. 

Francis  H.  Dewey  was  authorized  to  hold  the  positions  of 
director  of  the  Norwich  &  Worcester  Railroad  and  the  New 
London  Northern  Railroad. 


February  25.  1922 


THE    TRAFFIC     WORLD 


439 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

b«  able  to  *ar«  roons  monay  in  thippinc?—  to  reap 
Mfit   from  the  intcnuu  commcrc*  rulfan»I-to 
m  adranuceoualy  th«  problem!  that  come  op  is 
arakra  tram.?     Tb« 


Traflte 
Bitur 


Maiiaiiiiint.    Find  oat  haw  tbh  eoaraa  can  aariat 
knowladca  of  traffic  •aaacwaat   bj  grrhc  ram 

1--*  *—  -—  * 


LASALLE  EXTENSION  UNIVERSITY 

Dapartmant  295-TC       CHICAGO.    ILLINOIS 

'    '  ' 


MUSKOGEE.  OKU.  | 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored — Pool  Cars  Distributed 

Railroad  Siding. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 


1000  aouth   Cinil   8tr*at.   naar  Taylor 
»•    r»<"v    (•"••motion  —  City   Oallvary   »arv»ca    *na    Carte*  • 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 


aad  iMTkaa  Oaia  W  «. 


B.  R.  &  P.  WARHOUSEE,  Inc. 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 

via  HAVANA, 
PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calling  at  La  Libartad,  AcajutU.  San  Joaa  da  Guatemala.  Manzanillo 

I  Baltimora  and  Norfolk  Ea»t  bound 

5.S.  SANTA  ANA  ni/<  from  Ntw  York  February  25th 
S.S.  VENEZUELA  tail*  from  San  Francitco  Mar.  ISth 

Sailing*  about  avary  18  day*  thereafter 
All  Naw  York  Sailing*  from  Piar  33.  Atlantic  Tarminal,  Brooklyn 

PANAMA  SERVICE 

B«tw«*n  5*in  Francisco,  Lo«  Anr*le*,   Mexico.  Central  America   and 
Canal  Zon«. —  Sailings  about  «v*ry  22  days. 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanovar  Squara,  Naw  York  SOS  California  St.,  San  Franciaco 

SOS  So.  Spring  St.,  Alaxandria  Hotal,    Loa  Angalaa 


" 


"The  Sunshine  Belt  to  the  Orient 


TRANS-PACIFIC  SERVICE 

San  Franciaco  to  Honolulu.  Yokohama,   Koba,  Shanghai. 
Manila.  Hongkong 

Passenger  and  Freight  Sailing*  by  New  and  Luxurious  U.  S. 
Shipping  Board  Liner*: 

5.5.  Hoosicr  State  sails 
5.5.  Golden  State  sails 
5.5.  Empire  State  sails  . 
5.5.  Hoosier  State  sails 


March  4th 
March  25th 
.    April  19th 
.   May  13th 

and  approximately  every   24  day*   thereafter. 


r*r*«j«A  Ml*  ol  ImJing  iitutJ  «•  «n<//rom  po.n  c«  kfyonj  port*  ol  call 
Far  rakra  aarf  olWr  iafonaatioa  apply  to  any  railroad  or  touriit  agrnry,  or  la 

PACIFIC  MAIL  STEAMSHIP  CO. 

SO*  California  St..  San  Franeiaco 

10  Hanovar  Squara.  N.  Y. 

SO)  So.  Spring  Si..  Alatandria  Hotel,    Loa  Angala* 
Managing  Arantai  U.  S.  Shipping  Board 


Transcontinental  Rates  to  Pacific  Coast  Ports  and 
Ocean  Rates  to  Far  East  Reduced 

Writ*  ut  for  particular* 

Artu  Strtice  C 


At.nl.  Throut hoot  tha  World. 


LET  US  FIGURE  WITH  YOU  ON  YOUR 
NEXT   SUPPLY  OF 

BILL   OF  LADING    FORMS 


THE   TRAFFIC    SERVICE    CORPORATION 

41*  South  Markat  StrOTt.  Chicago.  Illinoia 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR    PERMANENT 
STOCK  DISTRIBUTION 

Mt.M*  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  CALVESTON 


GENERAL  FREIGHT  SERVICE  ASSOCIATION 

INCORPORATEDi 

TRANSPORTATION  AND  TRAFFIC  SPECIALISTS  FOR  SHIPPERS 

ST.  LOUIS,  MO. 


I.  L.   BURLING AME.   Pr..,d.nl 

W.  C.   M.GARRY.  Vlca-Traa.  and  G.n.  Mgr. 

J.  C.  RYAN.  Traffic   Managar 


LONG  DISTANCE  TELEPHONE 
BELL-OLIVE  7418 


J.  F.  ROACH,  Managar  Damurrag*  Dapt. 
ARTHUR  E.  HAID.  Counaal 


OUR  RAPIDLY  INCREASING  CLIENTELE  HAS  MADE  IT  NECESSARY  FOR  US  TO  LEASE  LARGER  OFFICES 
ON  AND  AFTER  JANUARY  1,  1922,  WE  WILL  BE  LOCATED  IN 

710-711-712    LACLEDE    GAS    LIGHT    BUILDING 
ELEVENTH  AND  OLIVE  STS.,  ST.  LOUIS,  MO. 

OUR  STAFF  OF  EXPERTS  ARE  PREPARED  TO  HANDLE  ANY  OR  ALL  OF  YOUR  TRAFFIC  PROBLEMS 

WRITE  FOR  DESCRIPTIVE  CIRCULAR  OF  OUR  COMPLETE  SERVICE 
REFERENCE:— UNION   STATION   TRUST  CO.,   ST.   LOUIS,   MO. 
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The  Commission  has  authorized  officers  of  the  Apalachicola 
Northern  Railroad  and  the  Port  St.  Joe  Terminal  Railway  to 
retain  their  positions. 

The  Commission  has  authorized  officers  of  the  Atlanta  & 
West  Point  Railroad,  Western  Railway  of  Alabama,  Atlantic 
Coast  Line  Railroad,  Louisville  &  Nashville  Railroad  and  other 
roads  to  retain  their  positions;  officers  of  the  Natchez,  Columbia 
&  Mobile  Railroad,  and  New  Orleans,  Natalbany  &  Natchez  Rail- 
way to  retain  their  positions;  and  officers  of  the  Gulf,  Mobile  & 
Northern  Railroad,  Meridian  &  Memphis  Railway,  and  Birming- 
ham &  Northwestern  Railway  to  retain  their  positions. 

Johnston  DeForest  was  permitted  to  hold  the  positions  of  di- 
rector of  the  Mobile  &  Ohio  Railroad  and  the  Tennessee,  Ala- 
bama &  Georgia  Railroad. 

James  H.  Pou  was  authorized  to  hold  the  positions  of  direc- 
tor of  the  Asheville  Southern  Railway,  Durham  Union  Station 
Company,  and  Southern  Railway  (Carolina  division). 

The  Commission  has  authorized  Daniel  B.  Wentz  to  retain 
his  positions  with  the  Carolina,  Clinchfleld  &  Ohio  Railway  and 
the  Lehigh  Coal  &  Navigation  Company. 

H.  L.  Browning  and  Josiah  Whitnel  have  received  permis- 
sion to  retain  their  positions  with  the  St.  Louis,  Troy  &  Eastern 
Railroad,  St.  Louis  &  Illinois  Belt  Railway,  and  the  Coal  Belt 
Electric  Railway. 

The  firm  of  Steiner,  Crum  &  Weil  was  authorized  to  hold  the 
position  of  general  counsel  of  the  Western  Railway  of  Alabama 
in  addition  to  positions  previously  authorized. 


SHIP  SALE  AND  SHIP  SUBSIDY 

The    Traffic    World    Washington   Bureau 

Coincident  with  announcement  at  the  White  House,  that 
President  Harding  expected  to  go  to  Congress  not  later  than  the 
end  of  this  week  with  his  recommendations  for  national  aid  for 
the  development  and  maintenance  of  an  American  merchant 
marine,  Joseph  W.  Powell,  president  of  the  United  States  Ship- 
ping Board'  Emergency'  Fleet  Corporation,  let  it  be  known  that 
the  board  had  decided  to  offer  for  sale  the  entire  fleet  of  1,470 
Shipping  Board  vessels,  which  were  built  for  war  purposes  at  a 
cost  of  approximately  $3,000,000,000.  The  fleet  has  a  deadweight 
tonnage  of  approximately  10,000,000  tons,  and  it  is  estimated 
that  under  world  market  conditions  the  ships  should  bring  an 
average  of  $20  a  ton,  or  $200,000,000  for  the  fleet — one-fifteenth 
of  the  approximate  cost. 

Officials  indicated  that  half  of  the  10,000,000  tons  probably 
would  bring  around  an  average  of  $35  a  ton,  but  that  the  re- 
mainder of  the  fleet  would  bring  much  less  per  ton.  A  number 
of  the  vessels,  including  23  combination  passenger-cargo  vessels 
of  13,000  deadweight  tons,  no  doubt  will  bring  in  excess  of  the 
$35  estimate,  it  was  said.  The  passenger-cargo  vessels  consti- 
tute the  cream  of  the  board's  fleet  and  will  be  sold  only  in 
fleets,  Mr.  Powell  said. 

The  board  will  invite  offers  for  the  purchase  of  any  or  all 
of  its  steel  cargo  vessels,  steel  passenger  and  cargo  vessels,  steel 
tankers,  steel  refrigerators,  ex-German  cargo  vessels,  ex-German 
cargo  and  passenger  vessels,  ex-German  sailers,  concrete  cargo 
and  tankers,  steel  and  wood  ocean-going  and  harbor  tugs,  which 
have  been  duly  appraised  and  are  to  be  sold  at  private  competi- 
tive sale. 

The  board  announced  that  all  offers  received  before  March 
14  would  be  considered  and  that  no  award  would  be  made  before 
that  date.  Negotiations  may  be  continued  thereafter  and  all 
offers  received  prior  to  final  award  on  any  vessel  will  be  con- 
sidered, the  board  announced.  The  vessels  will  be  sold  "as  is 
and  where  is."  A  certified  check  for  2%  per  cent  of  the  amount 
offered  must  accompany  each  bid. 

Mr.  Powell  said  that  the  action  of  the  board  in  advertising 
the  entire  fleet  for  sale  would  permit  sales  that  would  otherwise 
be  delayed  if  individual  ships  were  offered  for  sale  and  adver- 
tisements_published  as  required  by  law.  A  prospective  purchaser 
of  a  particular  ship  may  now  come  forward,  make  his  bid,  and 
the  board  may  act  on  it  without  delay,  he  said. 

Apparently  the  board  regarded  the  present  time  as  a  propi- 
tious moment  for  offering  the  entire  fleet  for  sale,  because  Presi- 
dent Harding's  ship  subsidy  program  will  be  before  Congress 
shortly.  Mr.  Powell  said  the  ships  would  be  worth  twice  as 
much  with  a  subsidy  as  without  and  indicated  that  prospective 
purchasers  who  desired  to  take  a  chance  on  the  approval  by 
Congress  of  the  subsidy  program  could  now  buy  ships  at  a  much 
lower  rate  than  will  be  possible  if  the  subsidy  goes  through. 

Conditions  are  not  such,  however,  as  to  lead  officials  to  be- 
lieve that  a  large  number  of  buyers  will  come  forward  at  the 
present  time.  But  there  is  no  question  that  a  number  of  ships 
will  be  sold  if  it  appears  that  some  form  of  national  aid  is  to 
be  given  the  American  merchant  marine. 

It  was  made  known  at  the  White  House  on  high  authority 
that  the  leaders  of  the  Senate  commerce,  committee  and  the 
House  committee  on  merchant  marine  and  fisheries  had  approved 
in  principle  the  Shipping  Board  program  for  national  aid.  Just 
how  much  of  that  program  Will  be  recommended  to  Congress 
by  the  President  was  not  known. 

Although  officials  of  the  Shipping  Board  appear  to  be  confi- 


dent that  Congress  will  grant  a  ship  subsidy  in  some  form  at 
the  present  session,  in  other  quarters  a  great  deal  of  doubt  has 
been  expressed  as  to  the  success  of  the  program.  Many  mem- 
bers of  Congress  without  doubt  would  hesitate  to  vote  for  a  sub- 
sidy program  that  would  mean  an  additional  levy  on  the  tax- 
payers. Indirect  aids,  such  as  for  instance,  some  sort  of  pro- 
vision requiring  50  per  cent  of  the  immigrants  coming  to  the 
United  States  to  take  passage  on  American  flag  ships,  may  be 
provided  by  Congress. 

Officials  of  the  board  have  been  frank  to  express  doubt  as 
to  whether  the  fleet  could  be  sold  to  American  operators  if  Con- 
gress does  not  provide  national  aid.  That  has  been  one  of  their 
main  arguments  in  favor  of  a  subsidy. 

The  legislative  situation  in  Congress  is  not  altogether  favor- 
able to  consideratioa  of  a  subsidy  at  the  present  time.  The  situa- 
tion with  regard  to  the  proposed  bonus  for  former  service  men 
is  decidedly  mixed  up  and  at  the  present  the  way  out  has  not 
been  found.  If  the  bonus  should  fail,  for  one  reason  or  another, 
at  the  present  session,  it  is  practically  certain  that  Congress 
would  not  pass  a  ship  subsidy  bill,  because  many  members 
would  take  the  position  that  if  aid  could  not.  be  granted  the 
soldiers,  it  likewise  could  not  be  granted  to  American  ship 
operators. 

It  is  understood  that  the  direct  subsidy  plan  under  considera- 
tion, and  which  may  be  recommended  by  the  President,  provides 
for  about  $30,000,000  annually  to  be  paid  to  operators  on  the 
basic  rate  of  half  a  cent  per  ton  per  100  miles  for  vessels  of  low 
speed,  with  a  sliding  scale  up  to  one  and  three-quarters  cents 
for  faster  vessels. 


SHIPPING  BOARD  APPOINTMENTS 

The    Traffic    World    Washington  Bureau 

Commissioner  Lissner,  of  the  Shipping  Board,  has  an- 
nounced the  appointment  of  Robert  Taylor  Merrill  as  director 
of  the  board's  Bureau  of  Research.  Mr.  Merrill,  prior  to  coming 
with  the  Shipping  Board,  was  connected  with  the  Oriental  Navi- 
gation Company,  in  the  capacity  of  operating  vice-president. 

The  Bureau  of  Research  will  conduct  investigations  into 
maritime  matters,  making  studies  of  world  shipping  and  ship- 
building conditions  in  relation  to  their  effect  on  American  ship- 
ping. This  Is  one  of  the  bureaus  which  the  Shipping  Board 
has  organized  for  the  purpose  of  taking  up  the  constructive 
purposes  of  the  merchant  marine  act  and  other  legislation  under 
which  it  is  functioning,  aside  from  the  operation  of  the  govern- 
ment-owned fleet. 

F.  T.  Underwood,  who  has  been  connected  with  the  Shipping 
Board  for  five  years,  will  serve  as  assistant  to  Mr.  Merrill. 

A.  J.  Frey,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, in  charge  of  operations,  announced  the  appointment  of 
W.  E.  Griffith,  district  director  of  the  Hampton  Roads  district, 
to  the  position  of  manager  of  the  operating  department,  with 
headquarters  at  Washington.  Mr.  Griffith  succeeded  R.  J.  Ring- 
wood,  whose  resignation  took  effect  February  15,  1922. 

A.  G.  Malone,  head  of  the  operating  department  of  the  Fleet 
Corporation  at  Norfolk,  Va.,  has  been  appointed  district  director 
of  the  Hampton  Roads  district,  to  succeed  Mr.  Griffith. 


RAILROAD-STEAMSHIP  CONTRACTS 

The    Traffic    World    Washington   Bureau 

Chairman  Lasker,  of  the  Shipping  Board,  received  a  tele- 
gram, February  21,  from  the  Chamber  of  Commerce  of  Tacoina, 
Wash.,  protesting  against  the  action  of  the  board  in  requesting 
the  Great  Northern  and  the  Chicago,  Milwaukee  &  St.  Paul  to 
abrogate  their  reciprocal  traffic  agreements  with  the  Japanese 
lines.  The  Chamber  said  it  viewed  with  alarm  the  action  of 
the  board,  which  it  characterized  as  "coercing"  the  transconti- 
nental lines  to  cancel  the  agreements.  It  said  further  it  could 
not  believe  that  the  board  was  fully  informed  of  the  facts  in 
the  situation.  Chairman  Lasker  said  the  board  would  not  change 
its  position— that  a  great  principle  was  at  stake — namely, 
whether  American  railroads  could  be  permitted  to  execute  con- 
tracts that  would  prevent  the  free  development  of  the  American 
merchant  marine.  He  said  all  the  board  was  asking  was  that 
the  American  flag  ships  have  an  opportunity  to  get  the  business 
carried  by  the  Japanese  lines  without  having  to  combat  special 
agreements.  The  transcontinental  lines  involved  are  to  give 
their  answer  March  1  to  the  board's  request  that  the  contracts 
be  canceled. 


TONNAGE  IN  AMERICAN  VESSELS 

The  Traffic   World    Washington  Bureau 

"The  per  cent  of  our  foreign  commerce  carried  in  American 
ships  showed  marked  gains  for  the  month  of  January  over  the 
December  figures,"  according  to  a  statement  issued  by  the  Bureau 
of  Research,  United  States  Shipping  Board.  "Both  in  import 
and  in  export  trade,  United  States  vessels  carried  9  per  cent 
more  of  the  total  cargoes  than  they  had  carried  in  the  previous 
month.  The  total  commerce  of  the  country  held  up  well  in  spite 
of  the  seasonal  decline  to  be  expected  at  this  time. 

"January  cargoes  aggregated  5,386,000  long  tons  altogether, 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuitoms  House  Broken,  Forwarding 
and  Clearing  House  Agent t 

LAREDO,  TEXAS 

Branch.,  in  all   Principal  CitUa  In  th*  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 


LINES. 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Go. 

American  Ship  and  Commerce  Navigation  Corp'n 

General  Agent*:  Hamburg-American  Line 

American  •  Hawaiian  S.  S.  Co. 
INTERCOASTAL  SERVICE 

Between    New    York.    Boston,   Philadelphia   and   LOB 
Anf  eles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Bo.Ua  Phil..       New  York 

8.8.  AMERICAN     K.b.  U         Mar.    2 

8.8.  OAKOTAN     MM.    4         Mar.    » 

•vS.    PKNNSU.VAMAS  M.r.ll  M.r    I*  M.r.   IS 

-.  •.     MINNKS.ir  vS  M.r.-:, 


Sailinfa    every    Thursday    from    New    York,    every 

other  Saturday   from    Boston   and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

V.  B.    Partlc   Caut   Pert*  U  th.   Prlnrip.1   Peru  of    th.   UnltW 

tUmfttm     and     Comment — Direr!     Fort- 

nlfktly     Balllun 


Joint  Service!  wit  ft 

Hamburg- American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.B.  :ORE(.OSIAS  ...Mar.     4 

8.8.   'MOUNT    CARROLL  Mar.   II 

BJ.  (HAWAIIAN    tUT.lt 

8.8.  GEORGIAN  ,M.r.  Zi 

B.B.  *MOt'NT   CLINTON    Mar.  1* 

•Carriw  third-«Ua>  paaatnctra. 

»C.kln   and    tklrd-clau    paaMnctr. 

JVia     Br.«,n 

LOADING  PIER  «4.   NORTH/  RIVER 

PHILADELPHIA  TO  BREMEN   AND   HAMBURG 

B.B.  BfDBlRV     (Tia     BalUaan     .nd     Narfalk) Mar.  7 

BOSTON  TO  BREMEN  AND  HAMBURG 

88.   HAWAIIAN    (tla    New    V.rk.  ..Mar.     7 

B.B.  THBMISTO    (Tia    Raltiaiarr)     M.r.  1 1 

BJL  CALLUTTO   (via   Balilai.»>  Apr.     i 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

U.   OKH.oNI  v\       .1.    N>w    V.rki    .  Fea.    J7 

8.8.  81  DBl  RY     (Tla    N.rf.lk)        Mar.lt 

B.B.  THEMIBTO     Mar.  SI 

8.8.  CALLISTO  Apr.    II 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.   SI  DBIRV M.r.    I- 

NEW  ORLEANS  TO  BREMEN   AND  HAMBURG 

8.8.   ADAIU  Early     March 

B.B.  AMABBIA  K.r'ly      April 

Tkraawh  kllU  .f  ladlpc  T|.   Haaibvrc  teavad  U  all  Srandlna»ian 
and   Baltic   Parta 

NEW  YORK  TO  DUTCH  EAST  INDIES 

PMMBC.    Balawaa-IMI.    Part    BwHtankaai.  Blnr.p.r*.    M.I..I. 

Banaraac.    Burabaya 

HS     WKXT     MAMOMKT  M.r     In 

LMdlnc    Pl.r    II.    Pawk    T.rBlaal.  CllfUn.    B.    I. 

M  \\    YORK  TO  NORTH  AFRICA  AND  LEVANT 

T«ni..    Malta.    Alexandria    and    Syrian    Caul    Parta 

8.8.  WEST    MAHOMET    Mar.  I* 

L*adl»«    Plar    11.    Pawk    T.r.la.l.    Cllfta*.    B.    L 

General  Offices:  39  BROADWAY,  New  York 

T.Uph«n.    WHITEHALL    1*2* 

WESTERN  FREK;IIT  OFFICE 

Chirac*.   117   BMtb   LaBalla  Btrwt  Phan*   Waba.h   41*1 
BRANCH    OPriCEB 

B*.ton.   4*   Ontr.l    Strr»i  Phnnr   ("ontrrw   1*114 

Phll.d«lphia.    llour.r    Bld(.  Ph«n«    Lombard    7*1* 

Pitl»b»rih.   Ollnr  Bld(.  I'hon.   Grant   7411-2 

GENERAL    PACIFIC    COAST    AGENTS 

Wllli.ai..  Diat.Hd  *  Ca..  II*  Baaaiaii  St..  Baa  Praxawa 
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of  which  two  million  tona  was  oil  moved  in  bulk.  Including 
this  movement,  American  ships  carried  52  per  cent  of  our  total 
commerce.  Of  oil  alone,  owing  to  our  large  and  efficient  tanker 
fleet,  we  carried  77  per  cent  of  the  total  amount  moved.  Three- 
fourths  of  this  was  an  import  movement  and  one-four  was  out- 
ward-bound. 

"Of  dry  cargoes  there  was  transported  a  total  of  3,302,500 
tons,  or  200,000  tons  less  than  in  the  previous  month.  American 
ships  carried  38  per  cent  of  the  January  total  as  against  29 
per  cent  of  the  December  figures.  Imports  amounted  to  one  mil- 
lion tons  and  exports  made  up  the  remaining  2,300,000  tons.  Of 
the  imports  more  than  43  per  cent  were  carried  in  American  bot- 
toms as  compared  with  34  per  cent  in  December.  The  total  of 
imports  is  slightly  in  excess  of  that  for  the  previous  month 
and  about  the  same  as  for  the  same  month  a  year  ago. 

"Of  export  cargoes,  American  ships  carried  nearly  36  per 
cent  as  against  27  per  cent  in  December,  and  though  the  January 
totals  shows  a  falling  off  from  that  carried  in  December,  a  decline 
is  always  to  be  looked  for  in  this  month,  and  the  actual  drop  is 
much  less  than  the  decline  that  took  place  in  January  a  year 
ago." 


LOVE  ADDRESSES  TRADE  CLUB 

W.  J.  Love,  vice  president  of  the  Emergency  Fleet  Corpora- 
tion in  charge  of  traffic,  in  an  address,  February  16,  before  the 
Foreign  Trade  Club  of  Baltimore,  said  that  when  the  new  Ship-' 
ping  Board  took  charge  in  July,  1921,  it  became  evident  after  a 
brief  survey  "that  our  staff  must  be  immediately  reorganized 
and  our  lines  of  steamers  so  arranged  as  to  best  meet  the  com- 
petition of  foreign  flags,  to  say  nothing  of  putting  a  stop  to 
the  appalling  losses  {hat  were  being  made  by  an  excess  of 
tonnage  on  liner  berths  and  the  withdrawal  of  American  ships 
from  certain  so-called  trades  that  they  had  partially  established 
between  foreign  countries,  but  which  were  doing  not  only  no 
good  but  making  staggering  losses." 

"We  found  a  total  disregard  of  the  maintenance  of  schedules 
and  of  the  rights  of  merchants,  both  of  which  are  absolutely 
essential  to  the  upbuilding  of  any  permanent  trade,"  he  con- 
tinued. 

"We  found  that  most  shocking  conditions  in  delays  at  load- 
ing ports,  sometimes  running  five  or  six  weeks  where  it  should 
only  be  a  matter  of  ten  days  to  two  weeks. 

"We  were  in  bad  repute  with  the  great  merchant  organiza- 
tions of  England,  the  London  Corn  Trade  Association,  the  Flour 
trade  associations,  the  Lumber  association,  etc.,  and  our  task 
has  been  to  placate  these  various  powerful  bodies,  and  to  assure 
them  that  our  ships  would  be  run  on  a  strictly  commercial  basis 
where  their  rights  and  ours  would  be  equally  respected  and 
protected. 

"Today  it  is  our  purpose: 

"First- — To  give  to  our  operators  and  managers  the  benefit 
of  our  long  years  of  experience  in  liner  trades  and  to  bring  about 
a  better  understanding  of  their  contractual  obligations  to  ship- 
ers  and  consignees; 

"Second — To  establish  and  maintain  the  trade  routes  as 
they  appear  to  us  and  as  provided  for  in  the  merchant  marine 
act; 

"Third — To  make  just  settlements  in  a  friendly  way  of  the 
appalling  loss  and  damage  claims  which  occurred  during  the 
chaotic  conditions  obtaining  in  1919  and  1920; 

"Fourth — To  create  a  better  understanding  with  our  opera- 
tors and  open  up  to  them  new  markets  throughout  the  world; 

"Fifth — To  impress  upon  our  operators  the  necessity  of 
improving  their  agency  arrangements  in  foreign  countries  and 
to  establish  American  firms  for  this  work  whenever  possible; 

"Sixth — To  interest  insurance  companies  and  banks  to  open 
up  branches  in  foreign  countries  in  order  to  facilitate  and  pro- 
mote our  export  business. 

"I  cannot  impress  upon  you  the  magnitude  of  this  task  or 
the  patience  that  is  required.  The  Shipping  Board  has  had  three 
short  years  to  do  what  other  countries  have  taken  generations 
to  do.  We  are  going  to  make  mistakes  and  bad  ones  for  some- 
time to  come,  but  we  have  every  reason  to  believe  that  they 
will  grow  less,  owing  to  the  adaptability  of  our  people  and  the 
greater  interest  that  they  are  now  taking  in  building  up  a 
merchant  marine,  to  say  nothing  of  the  fact  that  depressed 
trade  conditions  are  making  them  better  business  men,  and 
this  will  be  reflected  in  reduced  cost  of  operations  and  improved 
methods  of  securing  and  handling  cargo. 

"In  comparison  with  operating  costs,  the  freight  markets 
of  the  world  today  are  probably  in  a  more  depressed  condition 
than  has  ever  been  known.  Whether  we  are  at  the  bottom,  I 
hesitate  to  venture  an  opinion,  but  it  looks  to  me  as  if  we  were. 
How  long  we  will  run  along  the  bottom,  no  one  knows.  Maybe 
six  months,  maybe  a  year  or  two  longer.  We  have  a  long 
pioneer  period  ahead  of  us  still,  and  many  known  trade  routes 
will  require  vast  sums  of  money  to  maintain  until  they  are  put 
on  a  paying  basis  as  a  result  of  more  efficient  operation  and 
improved  business  conditions. 

"Today  we  are  operating  about  80  services  In  the  general 
cargo  trade,  requiring  between  325  and  350  ships.  No  trade 


route  of  known  value  is  being  neglected.  Some  of  these  services 
are  making  heavy  losses,  especially  those  operated  by  the  fast 
passenger  steamers,  but  the  latter  are  on  routes  of  strategic 
value  which  must  be  maintained  at  all  costs  if  we  are  to 
maintain  our  prestige  and  build  up  the  nucleus  of  a  great  mer- 
chant marine.  Today,  I  venture  the  opinion  that  a  majority  o£ 
these  services  would  be  abandoned  if  the  steamers  were  pri- 
vately owned,  as  the  cost  generally  of  operating  American  ships 
is  so  much  higher  than  that  of  other  flags. 

"Therefore,  if  our  flag  is  to  remain  on  the  seas,  government 
aid  and  backing  is  absolutely  essential  until  such  time  as  condi- 
tions warrant  the  absorption  and  maintenance  by  private  inter- 
ests of  the  Government-owned  fleet. 

"As  to  foreign  competition,  there  is  an  unfortunate  feeling 
in  certain  quarters  that  our  government  is  intent  upon  destroy- 
ing it.  Nothing  could  be  more  remote  from  the  truth,  for  we 
welcome  clean  competition.  We  have  no  evil  designs  on  the 
ships  of  any  maritime  nation,  for  they  must  be  allowed  to  con- 
tinue to  come  to  our  shores  and  must  also  be  allowed  to  carry 
their  just  proportion  of  our  mutual  trades — in  other  words,  it  is 
'live  and  let  live.'  But  I  warn  you  that  as  our  competition 
improves,  foreign  competition  will  likewise  grow  stronger,  there- 
fore, do  not  delude  yourselves  into  thinking  or  believing  that 
by  any  alchemy,  by  any  passing  of  'fairy  wands'  or  waving  of 
the  flag  we  love,  will  you  achieve  success.  You  must  simply 
dig,  work,  and  slave,  to  win. 

"Do  not  expect  American  merchants  to  use  American  ships 
just  because  they  happen  to  fly  the  flag,  if  you  cannot  at  the 
same  time  sell  them  a  brand  of  service  just  as  good  in  every 
respect  as  other  nations  furnish." 


TO  CONSIDER  WATERWAY 

The   Traffic    World    Washington  Bureau 

Officials  of  the  National  Rivers  and  Harbors  Congress,  which 
will  hold  its  seventeenth  convention  in  Washington,  March  1 
and  2,  expect  the  Great  Lakes-St.  Lawrence  project  to  be  a 
subject  of  hot  debate  at  the  meeting. 

"To  find  anything  like  the  intensity  of  feeling  which  has 
been  aroused  over  this  question,  we  must  go  back  to  the  days 
of  the  anti-slavery  situation  and  the  Civil  War,"  they  said.  "Then 
it  was  North  against  South;  now  it  is  East  against  West." 

Explanation  is  made  by  the  officials  that  the  slogan  of  the 
congress  is  "Not  a  project  but  a  policy,"  and  that  never  has  the 
congress  gone  on  record  as  favoring  a  particular  project.  They 
anticipate  a  decided  effort,  however,  to  have  the  congress  adopt 
a  resolution  for  or  against  the  proposed  waterway  for  ocean- 
going vessels  from  the  Great  Lakes  to  the  Atlantic  via  the  St. 
Lawrence. 

In  a  statement  on  the  subject  the  congress  said: 
Some  of  the  ardent  opponents  of  the  St.  Lawrence  River  project 
are  now  planning  to  secure  by  a  flank  movement  what  cannot  be 
obtained  by  a  direct  assault.  They  will  argue  first  before  the  com- 
mittee on  resolutions  and,  if  unsuccessful  there,  then  upon  the  floor 
of  the  convention  when  the  resolutions  are  considered,  that  the  con- 
gress ought  not  to  be  neutral  on  a  proposition  to  expend  United  States 
funds  on  a  waterway,  a  portion  of  which  lies  in  a  foreign  country, 
and  they  will  urge  the  passage  of  a  resolution  demanding  that  "United 
States  money  shall  be  spent  only  for  the  development  of  waterways 
within  United  States  territory." 

The  advocates  of  the  proposed  ship  channel  will  declare  that  such 
a  resolution,  while  it  does  not  specifically  name  any  waterway,  would, 
if  passed,  be  understood  by  everybody  as  putting  the  congress  on 
record  as  opposing  the  development  of  the  St.  Lawrence  route  and 
"would  therefore  be  a  violation  of  the  policy  which  has  continuously 
been  maintained  by  the  organization  since  it  was  founded. 

Certain  ardent  advocates  of  waterways,  especially  those  located 
in  the  Mississippi  Valley,  who  are  out  of  patience  at  the  slowness 
with  which  the  work  of  river  improvement  is  carried  on,  due  to  the 
meager  appropriations  made  by  Congress,  feel  that  the  resolutions 
adopted  and  the  policy  pursued  by  the  National  Rivers  and  Harbors 
Congress  is  not  sufficiently  aggressive.  It  is  understood  that  an 
organized  effort  is  under  way  to  compel  the  adoption  by  the  coming 
convention  of  a  resolution  "demanding"  that  Congress  shall  "appro- 
priate $100.000,000  a  year  for  five  years  for  the  improvement  of 
waterways."  There  are  some  who  go  so  far  as  to  say  that  unless 
the  congress  will  adopt  this  resolution  it  is  no  longer  of  any  use 
and,  unless  it  will  give  up  the  ghost  voluntarily,  ought  to  be  killed. 
There  are  others  who  say  that  it  would  do  harm  rather  than  good 
to  the  waterway  cause  to  voice  a  demand  for  something  which  it  is 
impossible  to  secure  under  existing  conditions,  and  that  all  the 
strength  that  can  be  mustered  should  be  concentrated  on  the  effort 
to  secure  a  reasonably  adequate  appropriation  for  rivers  and  harbors 
for  the  coming  year  instead  of  the  lump  sum  of  $12,000000  to 
$15.000.000  which  now  seems  probable,  which  amount  would  be  barely 
sufficlent  for  maintenance  and  would  practically  stop  nil  work  of 
further  improvement  until  additional  appropriations  shall  be  made. 

BARGE   LINE  TONNAGE 

The  Traffic  World  Washington  B«rtt* 

E.  S.  Gregg,  chief  of  the  transportation  division  of  the  De- 
partment of  Commerce,  in  a  statement  on  the  Warrior  River 
barge  line  service,  which  is  operated  by  the  inland  waterways 
division  of  the  War  Department,  said  if  the  line  was  to  be  of 
real  benefit  to  the  territory  which  it  serves,  as  well  as  to  im- 
porters and  exporters,  it  must  enjoy  a  wider  basis  of  joint  rates 
with  connecting  rail  carriers  than  now  exists,  and  such  divi- 
sions of  these  rates  as  will  permit  a  reasonable  return  for  serv- 
ices performed. 

"The  barge  line  management,"  said  he,  "has  a  petition  before 
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GALVESTON 

The  Stone  Forwarding  Company 

220—  2  Ut    Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed   Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight   rates  quoted  on  any  and  all  steamers 

sailing  from  this  port. 

f 

A  fully  equipped  department  is  maintained   for  the   handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 


Write  far  a  copy  of  our  latent  failing  ickedule 

all  tailing*  from  Gatetttun.  Texas  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwardin 


Distribution 


Complete 

Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 
Warehouse! 
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ated  by  14-inch  On  wan*.  A.  D.  T.  W.tchman  Service.  LOW  INSURANCE  RATES. 
tq.  ft.  floor  KMC*.  it  dcvotnt  entirely  to  the  handling  of  merchandite  diitribution 
lrom  baurdVof  all  kiodi. 


COTTON  CONCENTRATION  COMPANY,  Inc. 
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the  Interstate  Commerce  Commission  for  an  extension  of  the 
rate  zones,  as  well  as  for  more  equitable  divisions  of  rates  and 
terminal  charges.  Rates  averaging  20  per  cent  lower  than  all- 
rail  are  in  force  now,  which  permit  savings  in  the  transporta- 
tion charges  ranging  from  3V6  to  17%  cents  per  100  pounds  in 
southbound  traffic  and  from  6  to  24Vfe  cents  per  100  pounds  on 
the  northbound. 

"The  bulk  of  traffic  on  the  Warrior  River  at  present  is  south- 
bound and  consists  principally  of  coal  and  steel  products.  The 
total  carried  from  July  1,  1920,  to  October  31,  1921,  wa.s  282,061 
short  tons.  Of  the  total,  southbound  traffic  covered  245,385  short 
tons,  or  87  per  cent. 

"The  classes  of  commodities  handled  by  the  Warrior  River 
Barge  Line  from  July  1.  1920,  to  October  31,  1921,  and  their 
relative  quantities  are  shown  in  the  following  data. 

SOUTHBOUND 

Short  tons 

poa]    170,60 1 

Rails  and   railway  material 50.253 

Manufactured   iron   and   steel   articles 16.aob 

Bar,  sheet   and  structural   iron,   and   iron   pipe 3.450 

Lumber    2,783 

General  merchandise  and   miscellaneous  commodities l,7»W 

Total 245.385 

NORTHBOUND. 

Short  tons 

Ore.    manganese    18,891 

Salt     5,426 

Other  products  of  mines  ?'??2' 

Sugar    .  *•*" ' 

Coffee : 1.797 

banned    goods    ri5o 

General   merchandise   and   other  commodities 4.07S 

Total     36.676 

"Recent  press  reports  indicate  that  sulphur  in  great  quan- 
tities has  begun  to  move  to  the  Birmingham  district  by  return- 
ing barges  that  have  carried  bunkering  coal  to  Galveston.  This 
should  result  in  a  substantial  improvement  in  northbound  ton- 
nage figures. 

"The  monthly  reports  of  tonnage  furnished  by  the  Inland 
and  Coastwise  Waterways  Service  show  a  steady  increase  in 
northbound  traffic  since  February,  1921,  although  the  tonnage 
handled  in  December,  1920,  and  in  January,  1921;  in  each  case 
exceeded  that  for  any  other  month. 


TONNAGE   HANDLED   BY  WARRIOR   RIVER    LINE,    JULY 
.       TO  OCT.    1,   1921,   BY   MONTHS. 


Months  Pouth- 

1920  bound 

July   19.045 

August   14,762 

September    13,366 

October    14,024 

November  13,219 

December   12,798 

1921 

January   13.670 

February     17,866 

.March     20.690 

April     19.682 

.May   12,537 

June 18,468 

July    5,901 

August   13,841 

September    20,616 

October    14,900 


Total     245,3 


North- 
bound 
11 

3.285 

134 

38 

236 

6,113 

9,673 
1.1 1 
1,092 
1,281 
1.SS1 
1.6.->9 
2.055 
2,401 
2,026 
4,854 

36.676 


1.    1920. 


Total 
l!l,(>ri!> 
18.047 
13,500 
14.062 
13,455 
18,941 

23.343 
18.320 
81,782 

20,963 
13,868 
20,127 
7,956 
22,642 
22,642 
19,754 

282,061 


"The  general  understanding  of  the  shipping  public  seems 
to  be  that  a  barge  service  is  intended  merely  for  transporting 
heavy  bulk  commodities,  such  as  coal,  ore,  sand,  and  similar 
products;  but  reference  to  the  table  above  indicates  that  tlu 
Warrior  Line  carries  a  great  variety  of  manufactured  articles 
as  well — all  at  a  substantial  saving.  With  elimination  of  the 
difficulties  under  which  the  line  has  so  far  operated,  with  better 
terminal  facilities,  and  with  an  extension  of  the  rate  territory 
which  it  can  serve,  the  Warrior  Line  should  prove  of  immense 
value  in  developing  the  foreign  trade  of  the  Southeast." 


OPPOSES  ST.  LAWRENCE  WATERWAY 

A  campaign  against  the  proposed  development  of  the  Great 
Lakes-St.  Lawrence  waterway,  for  ocean-going  vessels  from  the 
Great  Lakes  to  the  Atlantic,  has  been  begun  by  the  State  of  New 
York  Commission  in  Opposition  to  the  St.  Lawrence  Ship  Canal 
The  Commission  has  circulated  a  pamphlet  containing  reasons 
why  the  project  should  be  abandoned. 

W.  H.  Gibbs,  chairman  of  the  Commission  and  a  member  of 
the  New  York  legislature,  in  a  statement  attacking  the  project, 
said: 

The  greatest  canal  builder  in  the  world.  General  George  W. 
Goethals,  who  constructed  the  Panama  canal,  has  come  out  in  oppo- 
sition to  the  proposed  St.  Lawrence  ship  canal  because  he  says  it  is 
visionary,  impractical  and  never  can  succeed.  In  an  interview  General 
Goethals  declared  the  opposition  of  New  York  state  to  the  scheme  is 
not  narrow  or  sectional,  but  is  in  the  interests  of  the  entire  country. 

Any  fair  minded  person,  who  knows  what  New  York  state  has 
spent  to  perfect  her  barge  canal  from  Buffalo  to  New  York,  thus  fur- 
nishing an  all-water  route  from  the  Great  Lakes  to  the  Atlantic 


ocean,  and  is  acquainted  with  the  history  of  the  "Power  Ring"  that 
for  15  years  has  been  trying  to  get  control  of  the  limitless  water 
power  resources  on  the  St.  Lawrence  will  come  to  the  same  conclusion 
that  General  Goethals  has  reached. 

Any  man  who  says  he  is  a  friend  of  the  farmers  and  then  will 
turn  around  and  vote  for  construction  of  the  impractical  St.  Lawrence 
ship  canal  at  the  people's  expense  for  the  benefit  of  the  General 
Electric  and  DuPont  interests  and  the  aluminum  trust,  which  New 
York  once  read  out  of  the  interest  in  the  St.  Lawrence  power— going 
all  the  way  to  the  United  States  Supreme  Court  to  do  it.  is  serving 
not  the  farmers  or  the  public,  but  these  interests  which  have  well- 
made  plans  laid  for  lining  a"  the  power  that  is  produced. 

Any  member  of  Congress  who  calls  himself  a  friend  of  the  farmer 
and  votes  to  entrench  the  Wall  street  financiers  who  are  backing  the 
"Power  Ring"  will  be  double-crossing  the  farmers,  because  these 
men  don't  care  about  Improved  navigation  facilities  to  get  the  farm- 
er's crops  to  market  but  are  interested  only  and  solely  in  the  5,400,000 
potential  horsepower  of  electrical  energy  available  on  the  St.  Law- 
rence. At  $25  a  horsepower — and  you  may  be  sure  it  will  never  be 
sold  so  low — this  amounts  to  an  annual  income  of  $135,000.000.  These 
interests,  if  they  favored  an  all-water  route  from  the  lakes  to  the 
ocean,  would  not  have  opposed  the  New  York  barge  canal  improve- 
ment so  vigorously  and  bitterly  as  they  did,  spending  vast  sums  then 
to  defeat  this  project  as  they  now  are  spending  vast  sums  to  grease 
the  way  for  the  St.  Lawrence  ship  canal. 

The  representatives  of  the  "Power  Ring"  and  "Financial  Ring" 
know  as  well  as  the  officials  of  the  state  of  New  York,  who  have 
studied  the  question  in  an  openminded  way  for  years,  that  the  St. 
Lawrence  ship  canal  is  a  myth;  that  it  can  never  be  operated  so  the 
farmers  of  the  great  and  growing  west  who  are  entitled  to  and  must 
have  every  possible  aid  in  getting  cheap  transportation  for  their 
products  will  -get  lower  rates.  They  care  as  much  for  the  farmer  as 
they  always  have;  that  is,  they  are  willing  to  use  the  farmer  as  a 
tool  to  help  them  get  what  they  want. 

We  have  it  on  reliable  authority  that  the  promoters  of  the  St. 
Lawrence  ship  canal,  after  paying  all  expenses  thus  far  incurred  in 
carrying  on  one  of  the  most  gigantic  propagandas  America  ever  !.at 
seen,  still  have  $2,000,000  in  their  treasury  and  that  as  much  more  Is 
available  if  needed. 

"They've  got  $2,000,000  and  they  can  get  as  much  more,  if  neces- 
sary, for  the  St.  Lawrence  project.  Yes,  sir,  $2,000,000,  and  you  can't 
stop  them,"  is  a  statement  made  by  an  official  of  the  Mississippi  Valley 
Association,  which  is  working  hand  in  hand  with  the  Great  Lakes- 
St.  Lawrence  Tidewater  Association. 

Some  of  the  western  states,  under  the  impression  that  they  would 
help  the  farmer,  have  contributed  to  the  funds  of  the  tidewater  or- 
ganization and  have  seen  their  money  used  in  grandiose  style  for  the 
benefit  of  the  "Power  Ring"  and  in  dissemination  of  misleading 
propaganda  which  pretends  to  be  for  the  benefit  of  the  farmer  but  as 
a  matter  of  irrefutable  fact  is  helping  give  the  "Power  Ring"  a 
leasehold  on  the  greatest  single  potential  water  power  site  in  Amer- 
ica— for  development  of  which  the  federal  water  power  act  has  pro- 
vided the  proper  method  of  procedure. 


PACKING  OF  BRAZILIAN  SHIPMENTS 

'J  lie  Traffic   World   Washington  Bureau 

The  Department  of  Commerce  has  made  public  the  following 
.suggestions  for  packing  goods,  submitted  by  Rudolph  Cahn,  clerk 
to  the  consulate  general  at  Rio  de  Janeiro: 

The  method  of  packing  goods  sent  from  the  United  States  to 
Brazil  is  one  of  vital  importance  to  the  commerce  between  the  two 
countries.  In  packing  goods  for  shipment  to  Brazil,  the  exporters 
should  consider  not  only  the  necessity  for  delivery  of  the  merchandise 
at  destination  in  perfect  condition,  but  also  the  customs  duties  and 
tariff  classification  and  the  possibility  of  pilferage. 

Whether  the  goods  are  dutiable  on  the  gross  or  net  weight  should 
always  be  taken  into  consideration.  If  duties  are  assessed  on  the 
gross  weight,  the  lightest  kind  of  packing  should  be  used  so  as  to 
reduce  the  duties  as  much  as  possible.  As  an  example,  the  duties  on 
snap  fasteners  are  collected  on  the  gross  weight  of  the  package.  They 
should,  therefore,  be  fastened  first  on  the  thinnest  possible  paper  in 
1-gross  lots,  and  then  a  great  gross  packed  in  the  thinest  possible 
paper,  care  being  taken  that  the  quality  of  the  paper  of  the  outer 
wrapper  is  substantial  enough  to  allow  the  package  to  arrive  intact. 
Since  lace  is  dutiable  on  the  gross  weight,  it  should  not  be  wrapped 
around  cardboard  as  is  the  custom  in  the  United  States,  but  in  tissue 
paper  and  held  in  place  by  pins.  The  outer  wrapper  should  also 
be  made  of  light  material. 

Insufficient  packing  should  also  be  avoided,  as  in  the  case  of 
news-print  paper.  This  kind  of  paper  usually  conies  in  rolls  from 
the  United  States  without  further  packing,  and  as  a  result  it  fre- 
quently arrives  in  poor  condition.  Many  newspapers  are  now  import- 
ing their  supplies  from  other  countries,  where  the  rolls  are  packed 
in  boards  completely  covering  them. 

Care  must  be  taken  when  packing  machinery,  mechanical  toys, 
etc.,  in  parts,  that  specific  instructions  are  sent  with  each  case  or 
under  separate  cover  at  the  time  that  the  shipment  is  made,  stating 
how  they  should  be  assembled.  In  a  number  of  instances,  half  a 
day  or  more  was  lost  in  putting  together  a  mechanical  toy  in  the 
customhouse  in  order  to  ascertain  the  correct  customs  classification 
for  payment  of  duties,  because  no  instructions  were  sent  for  assembl- 
ing the  parts. 

Special  precautions  in  packing  should  be  taken  against  pilferage. 
In  shipping  cloth,  for  instance.  English  exporters  employ  bales  when- 
ever possible.  After  the  cloth  is  wrapped  in  heavy  wrapping  paper 
it  is  packed  in  tar  paper,  oilcloth,  or  waterproof  packing  paper,  and 
finally  pressed  and  fastened  with  iron  hoops  while  under  heavy  pres- 
sure. Wooden  cases  should  be  made  of  strong  wood  closely  fastened 
together,  with  cleats  around  the  ends  and  invariably  bound  with 
iron  hoops.  Defective  timber,  or  boards  having  knots  which  could 
be  easily  ivmcn  ed.  should  be  avoided. 

('ustoms  duties  and  classifications  are  very  complicated  in  Brazil, 
and  it  is  always  advisable  to  request  customers  to  suggest  how  goods 
should  be  packed,  or  to  request  approval  of  packing  which  has 
been  found  adequate  in  other  parts  of  the  world. 

Whenever  any  article  for  some  reason  or  other  can  not  be 
included  in  the  shipment  it  should  be  immediately  stricken  from  the 
consular  invoice.  A  consular  invoice  was  recently  noted  which  in- 
dicated that  a  certain  case  contained  one  machine  together  with  a 
motor,  as  ordered  by  the  importer.  Customs  duties  were  paid  ac- 
cordingly. It  was  later  found  that  the  motor  had  been  omitted. 
When  the  motor  finally  arrived  by  another  ship  it  was  necessary 
to  pay  additional  duties  thereon. 

Compliance  with  the  above  suggestions  will  reduce  the  difficulties 
of  shipping  American  goods  into  Brazil,  by  avoiding  the  unnecessarily 
li'Kb  duties  and  losses  that  have  proved  so  troublesome  to  shippers 
and  importers. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

I  have  been  reading  with  a  great  deal  of  interest  the  various 
articles  published  in  the  Open  Forum  relative  to  misquotation 
of  rates,  and  in  my  opinion  the  one  published  in  the  February  4 
issue  written  by  Mr.  Sloss,  strikes  the  right  chord. 

There  is  no  reason  why  any  concern  of  importance  should 
depend  upon  railroad  rate  clerks  for  quotations.  There  are 
plenty  of  trained  traffic  men  in  this  country  today  who  would  be 
more  than  pleased  to  receive  an  opportunity  to  look  after  the 
traffic  matters  of  some  of  these  badly  abused  shippers  who  are 
constantly  complaining  about  misquoted  rates.  It  is  a  well 
known  fact  that  there  are  hundreds  of  shippers  who  do  not  em- 
ploy trained  men  to  look  after  their  shipping  interests,  and 
when  approached  on  this  subject,  lamely  excuse  themselves  by 
saying  that  their  business  is  not  sufficient  in  volume  to  warrant 
the  expense  of  employing  a  traffic  manager.  Yet  these  same 
shippers  lose  enough  each  year  through  overcharges,  etc.,  to  pay 
the  salaries  of  several  traffic  managers. 

If  the  shipper  kids  himself  into  believing  that  he  cannot  af- 
ford the  services  of  a  traffic  manager,  he  certainly  should  not 
complain  if  the  poor  ^overworked  rate  clerk  occasionally  quotes 
him  an  erroneous  rate.  He  must  remember  that  he  is  only  one 
in  hundreds  who  are  asking  for  the  same  service.  On  the  other 
hand,  if  the  traffic  manager  himself  relies  upon  the  railroad  rate 
clerk  for  misquotation's  and  gets  stung,  he  has  no  one  to  blame 
but  himself,  for  he  is  supposed  to  have  access  to  all  necessary 
tariff  publications,  and  even  if  he  has  not,  he  need  not  neces- 
sarily rely  upon  the  ordinary  rate  clerk  as  there  are  other 
sources  of  information  from  which  he  may  obtain  the  correct 
rate. 

In  my  opinion  the  carriers  should  not  be  penalized  for  mis- 
quotations, because  if  shippers  were  allowed  to  recover  their 
share  of  the  $25  or  $50  proposed  fine,  plus  actual  loss,  they  would 
no  doubt  come  to  rely  more  and  more  upon  the  carriers,  thereby 
reducing  the  efficiency  in  the  carriers  rate  departments. 

South  Bend,  Ind.,  Feb.  13,  1922.  H.  P.  Phelps. 


COMPETITION  BY  GOVERNMENT 

Editor  The  Traffic  World: 

Just  why  you  seem  to  have  come  to  the  decision  that  the 
railroads  of  the  country  need  protection  from  competition  by  In- 
land Water  Lines  is  a  mystery  to  Uie  writer. 

I  have  carefully  read  your  recent  editorial  "Competition  by 
Government,"  and  firmly  believe  that  your  premises  are  founded 
on  incorrect  conclusions,  hence  this  letter. 

You  state  you  are  interested  only  in  a  sense  of  fair  dealing 
and  in  a  sensible  transportation  policy.  These  are  laudable  aims. 
It  is  in  the  interest  of  fairness  that  I  call  your  attention  to  the 
probable  reason  the  railroads  have  not  protested  vigorously  at 
the  small  sum  appropriated  for  the  experiment  now  being  con- 
ducted by  the  government,  in  operating  boats  temporarily  on  the 
Mississippi  and  Warrior  Rivers,  and  that  is  this,  the  total  cost 
of  the  experiment  is  only  a  drop  in  the  bucket,  when  compared 
with  the  sum  of  $1,502,323,657  paid  by  the  government  for  the 
benefit  of  the  railroads  during  the  32  months  from  January  1, 
1918,  to  August  31,  1920.  Not  only  have  the  railroads  received 
the  balance  of  that  sum,  but  in  addition  are  almost  daily  receiv- 
ing loans  of  millions  of  dollars  for  improvements  and  expan- 
sions, at  a  reasonable  rate  of  interest.  Furthermore,  despite 
railroad  testimony  to  the  contrary,  it  now  begins  to  appear  that 
during  the  period  of  government  operation  rail  equipment  and 
roadways,  and  even  terminals,  were  put  in  better  shape  than 
they  had  been  in  the  year  or  two  just  prior  to  1918.  This  seems 
to  be  so  and  explains  why  the  roads  did  not  need  to  spend  nearly 
as  large  an  amount  for  maintenance  in  1921  as  was  spent  by  the 
government  in  1920,  or  by  themselves  in  1917  or  1916. 

I  call  your  attention  also  to  the  statements  of  Mr.  McAdoo 
and  Mr.  Hines  that  the  excess  in  value  and  quantity  of  materials 
turned  over  to  the  roads  gratis  by  the  government  exceeded 
$200,000,000.  This  was  a  tidy  gift,  and  is  considerably  more 
than  the  government  spent  on  all  of  the  waterways'  of  the  coun- 
try for  probably  the  past  ten  years  combined.  It  was  also  almost 
half  the  cost  of  building  the  Panama  Canal. 

It  will  probably  interest  you  to  know  that  since  1824,  when 
the  federal  government  first  started  improving  the  waterways, 
and  up  to  June  30,  1921,  the  total  amount  spent  or  appropriated 
was  $1,072,611,103,  and  of  this  amount  .probably  50  or  -60  .per  o«nt 


was  spent  on  harbor  and  port  development.  These  harbor  im- 
provements were  of  a  greater  help  to  the  railroads  than  to  the 
inland  waterways,  for  the  proportion  of  tonnage  moving  to  and 
from  the  ports  was  considerably  greater  by  rail  than  by  water. 
Furthermore,  the  inland  boats  did  not,  for  their  own  navigation 
safety,  require  these  improvements  at  the  ports,  as  there  has 
always  been  about  sufficient  depth  of  water  for  the  light  draft 
steamboats.  It  was  in  order  to  make  it  possible  for  ocean-going 
steamships  to  come  and  go  in  safety  that  over  half  of  this  sum 
was  necessary. 

Alongside  of  what  was  spent  in  2%  years  on  the  railroads 
the  money  spent  in  nearly  100  years  on  the  waterways  is  in- 
significent;  and  this  is  not  all.  If  you  were  to  consider  what 
has  been  spent  by  the  various  states  and  the  federal  government 
since  1824  on  the  railroads,  and  compare  it  with  the  aid  given 
the  waterways,  it  would  again  be  seen  how  little  cause  to  com- 
plain the  roads  would  have.  One  writer  who  has  made  a  study 
of  the  subject  finds  that  the  "area"  of  lands  granted  by  the  na- 
tional and  state  governments,  to  aid  the  construction  of  the 
railroads  in  the  United  States,  is  equal  to  that  of  the  thirteen 
original  states,  and  is  greater  than  the  area  of  Germany  and 
Italy  combined,  or  of  France,  Belgium  and  Great  Britain.  In 
addition  to  these  grants  of  land,  enormous  in  area  and  in  value, 
the  railways  received  finan3ial  assistance  from  sources  ranging 
from  the  national  treasury  through  states,  counties  and  cities. 

Just  imagine  what  a  howl  would  go  up  if  the  steamship 
lines  on  the  Great  Lakes  or  the  boat  lines  on  the  Hudson  River 
could  go  to  the  Interstate  Commerce  Commission  and  secure 
loans  of  from  $1,000,000  to  $25,000,000  on  easy  terms,  to  help 
increase  their  business,  and  yet  that  is  what  the  railroads  are 
doing  right  now. 

In  passing,  I  want  to  mention  the  third  branch  of  the  national 
transportation  scheme — namely,  the  highways.  Since  federal  aid 
has  been  extended  in  the  past  few  years,  there  has  been  spem 
by  the  government  on  the  Highways  the  not  so  insignificant 
*urn  of  $339,875.00.  This  is  at  least  75  per  cent  of  what  has 
been  spent  since  1824  on  inland  waterways  exclusive  of  port 
and  harbor  work. 

You  claim  the  government,  being  committed  to  a  policy  of 
assuring  the  railroads  a  living,  should  not  therefore  extend  aid 
to  any  agencies  which  can  or  may  compete  with  them.  Is  there 
not  some  error  in  your  reasoning.  Do  you  believe,  if  by  gov- 
ernment experimentation  a  more  economic  method  of  transpor- 
tation could  be  developed,  that  this  should  not  be  attempted  for 
fear  of  injury  to  the  railroads?  I  am  sure  that  very  few  of  your 
subscribers  or  the  shipping  public  will  agree  with  you. 

You  go  on  to  state  that  sometime  in  the  future  this  country 
may  need  the  waterways,  but  the  time  is  not  yet  and  that,  there- 
fore, no  aid  should  be  extended  at  present,  although  it  is  en- 
tirely in  order  to  assist  the  railroads  to  the  limit.  If  this  ad- 
vice were  followed  to  a  conclusion,  the  time  would  come  when 
the  rail  systems  would  be  paralyzed  and  there  would  be  no  other 
agency  to  fall  back  on,  for  by  discouraging  the  development  of 
our  inland  waterways  now  there  would  be  few  if  any  companies 
stay  in  business. 

Just  how  would  you  decide  in  advance  to  aid  the  water- 
ways if  your  plan  was  adopted?  Would  you  wait  until  the 
traffic  was  actually  in  sight  and  it  could  be  plainly  seen  that 
the  railroads  needed  help  from  the  waterways  before  the  de- 
velopment of  the  latter  was  taken  up  for  consideration?  If  you 
did  this  you  would  be  too  late  to  be  of  help,  for  the  railroads 
would  be  so  paralyzed  that  they  would  break  down  and  in  doing 
so  bring  on  another  panic.  If  you  did  not  propose  to  wait  until 
the  traffic  was  in  sight,  who  would  be  the  seer  who  could  pre- 
dict just  how  far  in  advance  to  start  the  waterway  development 
work,  and  what  kind  of  arguments  could  be  produced  to  con- 
vince the  government  that  that  was  the  time  to  start,  particu- 
larly if  the  tide  of  rail  congestion  had  not  then  commenced  to 
rise? 

The  fact  remains,  when  all  is  said  and  done,  that  in  normal 
times  the  commerce  of  this  country  requires  all  three  forms  of 
transportation — rail,  water  and  highway;  and  there  is  business 
enough  for  all  without  playing  one  against  the  other.  This 
being  so,  the  government  should  adopt  a  national  plan  and  as- 
sist all  three  methods,  without  playing  any  favorites.  If  this 
had  been  decided  upon  prior  to  1917,  there  would  not  have 
occurred  the  demoralizing  condition  of  1918,  1919  and  1920,  due 
to  strikes  and  congestion.  While  on  this  thought,  permit  me 
to  point  out  that  the  existing  inland  water  lines  have  been  of 
great  help  to  the  -shipping  public  in  the  past  four  years  of  de- 
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The  "Watchdog" 

In  "due  time,"  the  Interstate  Com- 
merce Commission  promulgates  for  pub- 
lic information  its  Opinions,  Orders  and 
Decisions;  the  Treasury  Department, 
its  Tax  Rulings  and  Interpretations;  the 
Railroad  Administration,  its  Orders  per- 
taining to  the  handling  of  Equipment 
and  Traffic;  the  Railroads,  through 
their  tariffs,  Changes  in  Rates;  and  in 
"due  time,"  also,  the  public  gets  full  in- 
formation of  what  Congress  is  doing  in 
the  matter  of  legislation  affecting  trans- 
portation, but — folks  don't  always  like 
to  await  the  late  arrival  of  vital  news, 
be  it  good  or  bad. 

Our  "Watching  Service"  will  largely . 
supply  this  missing  link  in  your  source 
of  information. 

"AT  YOUR  SERVICE" 

SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Colorado  Bldg.  WASHINGTON,  D.  C. 


NOSA  LINE 


Mwtthly  Milne*  to  Prin^swl 

Weat  Coaat,  South  America — Direct  Service 

Monthly  Freight  and  Paaaanfar  Sailing* 

Leeward  and  Windward  Islands,  Veneauela,  Curacao 

and  Colombian  Port* 

Three  week  freight  sailings 

Haitian,  Dominican  and  Cuban  South  3ld«  Port* 


B14f.. 


OrtoaM.  U 
•>:  M«al* 


•O4-1I  OOMB  k 
N«*  Y«rk  OBosi  It  Haomr  St. 

riiii  niiim 


Nfc.W    Oj   J  «*M->     £ 

Sou tli     A  aijt'i  i «  <*  Ji    S 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 


can  arc  operated  daily  out   of  I>«lln  to  Laredo  for 
Mexican  point*.    Good*  consigned  in  our  care  will  reach  thU  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rate*  furnished 

upon  application.     Correspondence  aolicited. 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  Urge.  *heltered  harbor. 

Modern   steel   and   concrete   pier    ac- 
commodation* for  large  vetael*. 

Up-to-date  freight   handling  facilities. 

Served  by  N.  Y  .  N.  H.  &  H.  Railroad 
with  track*  direct  from  pier. 

Modern  warehouse  (pace  on  pier  and 
in  port,  totalling  1.250.000  *q.  ft. 

Direct  steamer  (ervice  to  Lisbon.  Por- 
tugal, via  Aaore*  Island* 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750.000 
bales.  Mills  consuming  1,250.000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

Drrid  Drf  &  Son  New  Bedford  Boiler  and  Machine  Ce. 

Greene  A  Wood  New  Bedford  Storage  Warehouse  Co. 

Boiler  and  Machine  Co.  Slocum  &  Kilburn 


New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 
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moralized  rail  conditions,  and  that  the  help  would  not  have  been 
available  if  your  thought  had  been  shared  by  the  country  in 
those  years.  It  was  only  last  November  that  the  necessity  of 
water  lines  being  continued  was  clearly  demonstrated,  when 
the  country  was  threatened  with  a  national  rail  strike.  The 
country,  when  assured  that  between  the  waterways  and  the  high- 
ways, traffic  would  be  kept  moving,  was  able  to  breathe  easier 
and  to  call  the  bluff  of  the  rail  employes.  I  think  this  one  in- 
cident should  cure  you  of  any  desire  for  one  exclusive  system 
of  transportation. 

There  is  just  one  more  point  brought  out  in  your  editorial, 
and  that  is  in  relation  to  the  Panama  Canal.  Is  it  not  logical 
to  suppose  that  any  saving  to  the  steamships  by  reason  of  free 
tolls  will  be  passed  on  to  the  shipping  public  and  that  there- 
fore, the  ultimate  consumer  and  likewise  taxpayer  will  reap  the 
benefit?  Furthermore,  all  the  traffic  moving  through  the  canal 
does  not  originate  at  the  Atlantic  or  Pacific  ports.  Accordingly 
the'  railroads  up  to  the  ports  receive  a  freight  haul  at  their 
highly  profitable  local  rates,  and  so  only  a  small  part  of  the  rail- 
roads suffer  from  this  competition.  I  well  recollect  that  some 
years  ago  freight  was  moving  from  Seattle,  Wash.,  to  New  York 
via  canal,  and  thence  west  to  Chicago,  at  lower  rates,  than  could 
be  obtained  by  rail,  Seattle  to  Chicago.  On  this  traffic  the  rail 
lines  secured  a  splendid  haul  at  good  rates.  I  understand  that 
right  now  traffic  is  moving  from  a  long  distance  in  the  interior, 
via  rail,  to  Atlantic  ports  for  transportation  by  canal,  and  if  tolls 
are  removed  this  will  permit  a  further  extension  by  rail  into 
the  interior.  So  that  it  does  not  seem  that  free  tolls  is  such 
an  evil  as  you  paint  It. 

R.  A.  Hiscano,  General  Manager, 
Catskill  Evening  Line,  Inc. 

New  York,  N.  Y.,  February  9,  1922. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West- Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


I 


Conversation     Held     Not    to     Modify     Written     Contract    as    to 

Wharfage: 

(Supreme  Court,  Appellate  Term,  First  Department.)  A 
statement  over  the  telephone  that  wharfage  would  only  accrue 
48  hours  after  complete  discharge  of  vessel  held  not  a  modifica- 
tion of  a  prior  written  agreement  with  the  transportation  com- 
pany to  pay  a  certain  amount  for  a  heated  wharf,  such  statement 
having  been  made  in  response  to  a  complaint  that  wharfage 
demanded  was  unreasonable. — Nathan  Kronman  &  Co.  vs.  Texas 
Transport  &  Terminal  Co.,  191  New  York  Supp.  380. 
Carrier  Not  Required  to  Furnish  Heated  Wharf: 

Consignees  of  onions  were  bound  by  a  contract  to  pay  a 
transportation  company  a  certain  amount  per  day  for  a  heated 
wharf  until  a  ship  should  dock  and  unload,  as  against  a  con- 
tention that  the  agreement  was  against  public  policy,  because 
the  carrier  was  bound  to  furnish  a  proper  place  for  the  landing 
of  the  cargo,  since  a  carrier  is  not  bound  to  provide  a  heated 
wharf. — Ibid. 
Matters  Which  Will  Excuse  Performance  of  Contract  of  Carrier: 

(District  Court,  S.  D.,  New  York.)  To  excuse  performance 
under  a  contract  of  affreightment  altogether,  and  leave  the  prom- 
isee without  remedy  for  his  loss,  the  intervening  event  which  pre- 
vents performance  must  be  so  unexpected  as  to  be  outside  any 
contingency  which,  had  the  parties  been  faced  with  it,  they 
would  have  agreed  that  the  promisor  should  undertake. — The 
Poznan,  276  F.  Rep.  418. 
No  Excuse  for  Failure  to  Unload  Cargo: 

Where  congestion  at  destination  was  perfectly  well  known 
when  cargo  was  accepted,  there  was  no  such  excuse  for  failing 
to  deliver  and  unload  the  cargo  and  for  returning  to  port  of 
shipment,  by  reason  of  such  congestion,  as  would  relieve  the  ship 
from  its  obligation  to  unload  at  the  port  of  discharge. — Ibid. 
Authority  in  Bill  of  Lading,  Permitting  Discharge  at  Port  Other 

than  That  of  Discharge,  Scrutinized  with  Care: 

An  article  in  a  contract  of  carriage,  giving  the  master  of 
a  vessel  the  broadest  discretion  to  terminate  the  venture  and 
discharge  the  ship  at  that  port  which  most  nearly  will  fulfill 
the  contract,  should  be  scrutinized  with  care. — Ibid. 
"Civil   Commotion"  and   "Disturbance"   in   Contract  of   Carriage 

Did  Not  Mean  Economic  Disturbance: 

The  words  "civil  commotion"  and  "disturbance"-  in  an  article 
in  a  contract  of  carriage  giving  master  right  to  discharge  cargo 
at  some  other  port  than  that  of  discharge  in  case  of  civil  com- 
motion, disturbance,  etc.,  at  the  port  of  .discharge,  referred  to 
political  disorders  which  prevent  a  ship  from  safely  approaching 
a  port  or  from  getting  assistance  in  discharging  the  cargo,  and 
did  not  relate  to  congestion  or  crowding  due  to  an  economic 
disturbance  that  resulted  in  merchants  being  unable  to  pay  for 
goods  and  remove  them  from  berths  and  warehouses. — Ibid. 


Contract  of  Carriage    Held    Not  to    Excuse   Nondelivery    Due  to 

Congestion  at  Port  of  Discharge: 

An  article  in  a  contract  of  carriage,  excusing  failure  to  dis- 
charge cargo  in  case  of  civil  commotion,  disturbance,  blockade,  or 
interdict  of  the  port  of  discharge,  warlike  or  naval  operations  or 
demonstrations,  or  ice  or  closure  by  ice,  "or  other  circumstances 
(whether  existing  or  anticipated),"  did  not  excuse  a  failure  to 
discharge  occasioned  by  congestion,  due  to  deficiency  of  wharves, 
warehouses  or  lighters. — Ibid. 
Ship  Responsible  for  Deviation: 

Where  a  ship  without  excuse  deviates   under  contracts   of 
carriage,  she  is  responsible  for  any  results  arising  therefrom. — 
Ibid. 
Return   to   Port   of   Shipment  a    Deviation: 

Where  a  ship  without  excuse  returned  to  port  of  shipment, 
there  was  a  total  abandonment  and  deviation,  even  if  the  owner 
of  the  ship  intended  to  transport  the  goods  to  port  of  discharge 
by  another  bottom. — Ibid. 

Ship's   Liability  for  Loss   Limited   by   Exceptions  in   Contract  Be- 
fore  Deviation: 

Until  a  deviation,  liability  of  ship  for  loss  or  injury  to  cargo 
is  limited  by  the  conditions  in  its  contract  of  carriage,  but  after 
such  deviation  she  becomes  an  insurer. — Ibid. 
Burden    on    Ship    to    Prove    Losses    Fall    Within    Exceptions    in 

Contract  of  Carriage: 

Where  cargo  is  lost  or  injured,  the  burden  is  on  the  ship 
to  prove  that  the  losses  fall  within  exceptions  limiting  its  lia- 
bility found  in  the  contract  of  carriage. — Ibid. 
Liability  Limited  by  Exceptions  as  to  Theft  and  Breakage: 

Under  exceptions-  in  a  contract  of  carriage  against  loss  by 
theft  and  by  breakage,  ship  is  not  liable  for  thieving  by  steve- 
dores employed  by  contractors  engaged  by  the  ship,  where  due 
diligence  was  used. — Ibid. 
Ship   Has   Burden   of   Proving   Loss  Occurred    Before   Deviation: 

Where  contract  excepted  ship  from  losses  by  thieving  and 
breakage,  and  there  was  a  deviation  by  the  ship  and  a  return 
to  port  of  shipment  without  discharge  of  cargo,  the  ship  will 
stand  charged  with  whole  loss  occasioned  by  thieving  and  break- 
age during  the  whole  voyage,  unless  it  can  prove  that  the  thiev- 
ing or  breakage  occurred  before  the  deviation. — Ibid. 
Charterer's  Bill  of  Lading  Bound  Ship  for  Right  Delivery: 

Where  charter  party  did  not  provide  that  master  should 
sign  bills  of  lading,  and  provided  that  charterer  should  issue 
no  bill  of  lading  until  freight  had  been  paid  to  the  owner,  but 
clearly  contemplated  bills  of  lading  running  in  the  name  of  the 
charterer,  and  they  all  so  read,  the  ship,  once  laden,  was  bound 
for  right  delivery. — Ibid. 
Charterer  Liable  for  Bills  of  Lading  Signed  by  It: 

A  charterer  was  liable  for  all  bills  of  lading  signed  by  it,  and 
those  signed  by  the  master  of  the  vessel  with  its  consent  and  in 
its  name,  having  no  right  to  compel  the  master  to  sign  for  the 
owner  under  the  charter  party;  and,  the  venture  being  primarily 
the  charterer's,  he  would  be  liable,  even  though  master  signed 
bills  of  lading  for  the  owner. — Ibid. 
Owner  Not  Liable  Under  Bills  of  Lading  Signed  by  Charterer: 

Owner  of  a  vessel  is  not  liable  under  bills  of  lading,  not 
purporting  to  bind  it,  issued  in  the  name  of  the  charterer,  which 
under  the  charter  party  was  the  only  party  bound  to  sign,  even 
as  to  bills  of  lading  actually  signed  by  the  master  in  the  char- 
terer's name  while  acting  as  charterer's  servant. — Ibid. 
Owner  of  Vessel  Held  Not  Liable  Under  Bills  of  Lading: 

Owner  of  vessel  was  not  liable  under  bills  of  lading  signed 
by  charterer,  though  it  kept  a  representative  at  the  office  of 
the  charterer,  carefully  supervising  the  issuance  of  all  bills  of 
lading  and  taking  all  the  checks,  where  this  was  done  in  pur- 
suance of  its  agreement  by  the  charter,  by  which  it  was  to  have 
all  the  freight  as  security  for  the  hire  of  the  ship  in  question 
and  others. — Ibid. 
Owner  Liable  for  Results  of  Causing  Chartered  Ship  to  Return 

Without  Discharging: 

The  owner  of  a  chartered  ship  was  liable  in  tort  to  shippers, 
where  it  ordered  the  master  to  return  with  the  ship  to  port  of 
shipment    without   discharging    cargo,    as    required    by    bills    of 
lading  issued  by  charterer. — Ibid. 
Tort  Causing  Deviation  Within  Jurisdiction  of  Admiralty  Court: 

Where  tort  of  owner  of  chartered  vessel  consisted  of  an 
order  to  master  on  land  resulting  in  deviation  by  ship,  the  injury 
being  a  breach  of  the  contract  of  carriage  between  shippers  and 
charterer,  the  admiralty  court  has  jurisdiction  of  a  libel  against 
such  owner. — Ibid. 
Owner  Not  Liable  for  Pilfering  After  Deviation  Occasioned  by 

Its  Tort: 

Where  owner  of  chartered  vessel  was  guilty  of  tort  in  occa- 
sioning the  deviation  of  the  ship  and  its  return  to  port  of  ship- 
ment, consequent  pilfering  from  cargo  at  port  of  shipment, 
though  in  fact  a  consequence  of  the  deviation,  was  too  remote 
to  be  its  legal  result,  and  owner  was  not  liable  therefor  to 
shippers  under  bills  of  lading  signed  by  charterer. — Ibid. 
Ship  Liable  for  Pilfering  from  Cargo  While  in  Charge  of  Marshal: 

Ship    and    charterer   were    liable    to    shippers    for    pilfering 
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Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE] 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 

Phial <ilj.li  New  Yark 

11*  8.  Third  St.  42    Braadway 

Pittaaargh  fluakiad 

1MT   Oli».r   Bailding  144  Taw  Areada 

(Uraaaak.   Ga.  Oakland.    Cad. 

Saraamah  Bank  *  Tnart  Blag.  Parr   T^.liwl 

baa   Aa«ala^   Cat  PartUad.    On. 

4X1    Vaa    Maya    Bid*.  Ml    Till.   A  Tr-»t    Blag. 

UM    L.   C.   aamlta   Bldg..   Baa«l..    W«k. 

B.f.l*.    N.    T. 


" 


" 


Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland,  Astoria, 
Seattle  and  Tacorna 

Thrut>ill«  of  lading  iuu*d  to  San  Di*(O,  Oakland,  Stockton  and 

Sacram.nto,  California i  Hawaiian  and  Far  Eaat  Port!) 

Cray*  Harbor  and  Puj.t  Sound.  Wa.h. 

For  Rat**.  Data*  of  Sailing  and  oth.r  Information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 
IS  Moore  Street,  New  York 


Baltimore,  Md. 
1*  South  Str**t 


Talapbona.  Bowline  Graan  73M 

Philadelphia,  Pa. 

Dr.»»l  Building 


Pittiburgh,  Pa. 
OHr.r  Building 


And  at  our  Branch  Offica*  In  Loa  Ang*l**,  San  Franciftco, 
Portland,  Saattl*  and  Tacoma 


SER  VICE  AND  PROGRESS 

The  test  of  the  efficiency  of  an  ocean  terminal  lies 
in  its  ability  to  keep  all  its  facilities  constantly  employed. 

Pier  One  has  answered  by  forcing  a  50%  increase 
in  storage  space,  a  duplication  of  its  handling  equipment 
and  a  doubling  of  berthing  space  for  vessels. 

We  say  it  with  service. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  U.  S.  A. 
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from  cargo  while  the  ship  was  in  the  charge  of  the  marshal, 
where  he  was  only  in  technical  possession  thereof. — Ibid. 
Burden  of  Proof  Concerning  Pilfering  from  Cargo: 

Where  owner  of  chartered  ship  caused  its  deviation  and  its 
return  to  port  of  shipment,  shippers  under  contracts  with  char- 
terer have  the  burden,  as  against  the  owner,  of  showing  that 
pilfering  occurred  while  such  owner  had  charge  of  the  cargo. — 
Ibid. 
Owner,  Causing  Deviation  of  Chartered  Ship,  Only  Liable  for 

Proximate  Consequences: 

Owner  of  chartered  ship,  which  tortiously  causes  its  devia- 
tion and  breach  of  contract  of  carriage  between  charterer  and 
shippers,  is  liable  only  for  the  proximate  consequences  of  its 
tort,  and  if  the  ship  at  the  time  could  not  have  made  right  de- 
livery at  port  of  discharge  or  some  other  proper  port  under  the 
contract,  the  tort  did  not  injure  shippers,  and  their  relief  can 
then  rest  only  in  contract,  but  if  the  ship  could  have  delivered, 
the  consequence  of  the  order  is  the  shipper's  loss  in  getting 
delivery  at  port  of  shipment  as  against  delivery  at  port  of  dis- 
charge when  delivery  could  have  been  made  after  the  tortious 
deviation.— Ibid. 
Immaterial  as  to  Liability  of  Owner  for  Tort  that  Charterer 

Would   Have  Committed  Same  Wrongful   Act: 

Where  owner  of  chartered  vessel  tortiously  ordered  its  re- 
turn from  port  of  discharge  to  port  of  shipment  without  dis- 
charge of  cargo,  such  owner  cannot  argue  asagainst  shippers 
that  the  charterer  would  have  returned  independently  of  any 
order  by  the  owner,  and  would  have  caused  equal  loss  to  ship- 
pers.-— Ibid. 
Measure  of  Damages  for  Tortious  Deviation: 

Where  ship  breaches  its  contract  to  discharge  cargo  at  port 
of  discharge  and  returns  to  port  of  shipment,  the  measure  of 
damages  to  shippers  is  the  difference  in  value  of  the  goods  at 
port  of  discharge,  delivered  at  a  reasonable  time  after  the  ship 
arrived  there,  and  their  value  in  port  of  shipment  when  deliv- 
ered, and  this  may  or  may  not  correspond  with  the  cost  of 
carriage  from  port  of  shipment,  to  port  of  discharge,  and  the 
amount  o'f  the  prepaid  freight  had  nothing  to  do  with  it,  and 
what  was  a  reasonable  time  for  delivery  depends  upon  when, 
with  reasonable  efforts,  the  ship  could  have  discharged. — Ibid. 
Measure  of  Damages  for  Deviation  of  Ship  Occasioned  by  Tort 

of  Third  Person: 

Where  owner  of  chartered  vessel  tortiously  ordered  master 
to  return  the  ship  to  the  port  of  shipment  after  it  reached  the 
port  of  discharge,  such  owner  is  not  responsible  upon  the  basis 
of  any  possible  discharge  before  it  intervened  and  ordered  the 
return  of  the  ship;  that  is,  the  owner  is  not  charged  in  personam 
in  favor  of  shippers,  under  bills  of  lading  signed  by  charterer 
with  any  affirmative  obligation,  the  consequences  of  its  tort 
being  only  the  possible  discharge  which  it  actually  prevented, 
the  measure  of  damages  being  otherwise  the  same  as  that  for 
breach  of  contract  by  charterer. — Ibid. 
Failure  to  Deliver  Cargo  Held  Due  to  Restraint  of  Princes: 

(District  Court,  S.  D.,  New  York.)  A  steamship  bound  for 
Copenhagen,  with  contraband  cargo  on  board,  was  seized  and 
taken  to  a  British  port,  where  the  contraband  was  bound,  but 
was  allowed  to  proceed  to  deliver  her  passengers  and  other 
cargo  on  an  agreement  by  the  agent  of  the  steamship  company 
to  return  the  contraband  cargo  to  England.  On  arrival  at 
Copenhagen  it  refused  to  deliver  such  cargo  to  the  consignee 
and  returned  it  to  England  on  another  vessel,  where  it  was  con- 
demned by  the  prize  court.  Held  that,  in  so  carrying  such 
cargo  from  and  back  to  a  British  port,  the  company  acted  as 
agent  of  the  British  government,  which  did  not  lose  its  posses- 
sion, and  that  the  failure  to  make  delivery  to  the  consignee  was 
due  to  restraint  of  princes  within  the  exception  of  the  bills  of 
lading. — The  Hellig  Olav,  276  Fed.  Rep.  556. 

FUNCTION  OF  THE  TRAFFIC  CLUBS 

(Continued  from  page  416) 

duced  cost  of  living  by  taking  it  out  of  the  hides  of  the 
carriers.  Why  not  a  voice  of  wisdom  and  calm  judg- 
ment from  the  traffic  clubs  .of  the  country? 

All  that  the  traffic  clubs  did  along  the  lines  sug- 
gested and  many  more  that  might  be  suggested,  would, 
even  where  there  were  no  direct  concrete  results,  con- 
tribute to  the  education  of  the  public,  the  press,  and  the 
powers  that  be.  Education  is  what  is  needed — educa- 
tion and  independence.  The  traffic  clubs  can  furnish 
the  education  and,  in  a  measure,  can  counteract  the  bad 
influence  of  politicians  and  office  holders  by  furnishing 
backing  to  take  the  place  of  selfish  persons  who  may 
be  deflected  from  right  courses. 

We  have  a  dream  of  the  traffic  clubs  united  to  give 


the  country  a  clear  view  of  the  transportation  problem 
as  it  changes  from  time  to  time,  but  it  is  a  dream  that 
is  accompanied  by  the  possibility  of  being  worked  out 
in  practice  and  of  methods  for  working  it  out.  To  us 
it  seems  not  only  blind,  but  almost  wicked,  that  the 
traffic  clubs  do  not  see  their  duty  to  clear  away  the 
cloud  of  ignorance  and  misunderstanding  that  ob- 
scures the  situation.  The  country  is  groping  for  light. 
The  traffic  club  that  does  not  tackle  the  problem  (once 
it  sees  its  opportunity)  for  fear  some  member's  corns 
may  be  trod  upon,  is  as  cowardly  as  the  church  that 
does  not  fight  a  crooked  mayor  because  there  may  hap- 
pen to  be  a  Republican  politician  in  the  congregation. 
The  church  was  not  organized  for  politics  nor  the  traffic 
club  to  influence  legislation  and  public  opinion ;  but  the 
one,  in  praising  God,  and  the  other,  in  social  pleasure 
and  business  profit,  should  not  forget  the  obligation  that 
rests  on  us  all  to  give  what  we  can  in  public  service. 
There  could  be  no  better  public  service  than  to  help 
bring  order  out  of  transportation  chaos,  and  there  is 
none  so  well  equipped  to  do  the  job  as  the  traffic  clubs 
of  America. 


Questions  and  Answers 

In  thia  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se**vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Tciflle  l«r»lc«  Corporation,  Colorado  Building,  Washington,  D.  C. 

Demurrage — Carrier  Responsible  for  Failure  to   Reconsign   Must 
Bear    Resulting    Damage 

Pennsylvania. Question:  A  certain  shipment  was  offered 

for  movement,  say,  on  the  26th  of  the  month.  On  the  29th 
shippers  gave  instructions  to  an  intermediate  carrier  to  divert 
car  to  another  point. 

Car  arrived  at  the  original  destination,  accruing  }8  demur- 
rage, before  intermediate  carrier's  diversion  instructions  reached 
the  agent  at  the  original  destination.  Is  the  intermediate  car- 
rier liable  for  the  $8  demurrage,  or  can  they  disclaim  responsi- 
bility because  of  the  fact  that  said  intermediate  carrier  delivered 
car  to  another  carrier  the  day  following  receipt  of  diversion 
instructions? 

The  question  can  also  be  put  in  this  light:  Is  carrier  re- 
sponsible for  demurrage  accruing  on  another  line,  because  of 
failure  to  intercept  car  on  its  own  line? 

Answer:  If  the  reconsigning  instructions  were  given  the 
intermediate  carrier  in  time  for  it  to  have,  by  due  diligence, 
diverted  the  car  before  delivery  of  the  same  to  its  connections, 
that  line  is  responsible  for  the  demurrage  which  accrued,  under 
the  holdings  of  the  Commission  that  the  carrier  responsible  for 
the  error  must  bear  the  resulting  charge.  See  Middle  West  Coal 
Co.  vs.  C.  &  O.  Ry.  Co.,  41  I.  C.  C.  723,  and  American  Cement 
Plaster  Co.  vs.  Ft.  W.  &  D.  C.,  58  I.  C.  C.  435. 

Special   Damages — Liability  of  Carrier  for 

Ohio. — Question:  On  January  10  we  made  shipment  of  car- 
load of  auto  trucks  from  Richmond,  Va.,  via  the  B.  &  O.-C.  &  O. 
Ry.  The  B.  &  O.  Ry.  holds  cars  in  our  yards  for  loading  and 
a  C.  R.  I.  &  P.  63288  was  taken  for  this  shipment.  We  issued 
a  bill  of  lading  with  notation  on  same  that  trucks  were  for 
auto  show  and  must  be  in  Richmond,  Va.,  by  January  16  and 
bill  of  lading  was  signed  by  B.  &  O.  with  this  notation.  Car 
was  held  by  C.  &  O.  Ry.  at  Cincinnati  because  they  claim  car 
would  not  clear  to  Richmond,  Va.  Car  was  9  ft.  9  in.  in  width 
at  eaves  and  13  ft.  10  in.  in  height.  Although  we  notified  C.  &  O. 
of  movement  of  car  by  special  delivery  and  same  was  delivered 
to  them  day  following  shipment,  they  failed  to  notify  us  in  any 
way  that  it  was  being  held  until  we  called  them  by  phone  on 
the  16th  for  record.  As  it  was  then  too  late  to  exhibit  at  tha 


February  25,  1922 


THE    TRAFFIC    WORLD 


451 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Geared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES  i 
Laredo,  T«xa«  El  Paao,  T»»««  Eag le  P««»,  Taia§ 

Nuevo  Laredo,  Tamp*.  Juarez,  Chlh. 

Pt*dra«  Negraa.  Co«h.     M«»lco  City      Mont.rr.y,  N.  L. 

Writ*  mm  f»r  fmtt  pmrttrulmri  ana*  raa; 
m   *+Oy   a/  •  nr   tKifftng   /nffr  urfV 


North  China 
Line 

Columbia' Pacific  Shipping  ^Company 

Regular    Direct    Freight    Service   Without    Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
Taku  Bar),  Chinwangtao,  Dairen 

SS  WEST  NOMENTUM   .  Mar.  C        SS  LAS  VEGAS April  17 

SS  WEST  KADER  ....  Mar.  27        SS  EASTERN  SAILOR  .  .  M.y  8 

Shanghai,  Manila  and  Hongkong 
SS  WEST  CAYOTE  ...  Mar.  17 
SS  WEST  KEATS  ....  April  17 
SS  VINTTA M*T  IT 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 


Transhipment  at  Shanghai  to  American  River  St 
for  Hankow,  Pukow,  Nanking  and  other  open 
Yangtze  River  Port* 

For  information  retarding  Space.  Ratea.  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC,  »  BnT&rVortt  a«y 
UNITED  AMERICAN  LINES,  INC,  »"  Socwc.^iiT.StT~tl 
R.  T.  JOHNS  &  COMPANY,  INC, 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


The 

Texas  Mexican 

Railway  Company 


Traffic  Rrpmrnlituci: 
C.  M.FIah, 

Traffic  Manarrr, 

Larado,  Taxaa 
W.  C.  Baaman. 
Aaal.  Traffic  Manarar, 

Larado.  Tauta 
J.  P.  '  r ,>-.,. 
Canaral  Avant. 

Larado,  Tamaa 
C.  W.  Fiah. 

Forclrn  Fralf ht  Af.nl. 
tit  Chamical  Bulldln(. 

St.  Loula,  Mo. 

Mr.  Consignee: 
Ixtle,  Sisal,  Hides, 
Skins  and  Hair,  Metals 
Of"  (Silver,    Copper,  Lead  and 

Zinc),  Arsenic,  Turpentine,  Can- 
^  _  delilla   Wax,     Pecans    (in    season), 

Rubber  (Crude),  Coffee,  Beans,  Baskets, 
Pottery,  Bones,  Sarsaparilla  Root,  Manganese 
Ore,  Rope  and  Twine,  Garlic,  Mercury  and 
Crude  Petroleum  are  the  chief  articles  of  im- 
portation from  Mexico.  These  articles  when 
imported  are  shipped  to  various  points  in  the  United  States,  and  some  to  European  destinations. 

There  is  usually  a  supply  of  Ixtle  in  storage  at  Laredo  ready  for  immediate  shipment.  Should 
you  be  interested,  write  or  wire  us  and  we  will  be  pleased  to  put  you  in  touch  with  the  shipper. 

Should  you  be  in  the  market  for  any  of  the  other  articles  mentioned  above,  let  us  know. 
Do  not  hesitate  to  avail  yourself  of  our  service.  The  Texas  Mexican  Railway  Company  pays  us 
to  render  you  this  service.  The  only  cost  to  you  will  be  a  two  cent  stamp  to  mail  your  letter. 

C.  M.  FISH,  Traffic  Manager. 
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,auto  show,  trucks  were  returned  to  us  and  we  paid  total  of 
$185.52  freight  and  reconsignment  charges. 

Can  we  collect  this  amount  from  the  B.  &  O.  or  C.  &  O. 
Ry.?  Advise  what  chance  you  think  we  would  have  in  suit, 
also  advise  any  similar  case  you  might  have  on  record.  . 

Answer:  The  rule  is  well  settled  that  special  damages  for 
delay  in  the  shipment  of  goods  are  recoverable  when  the  carrier 
has  notice  that  a  delay  in  delivery  will  result  In  such  damages, 
or  where  it  appears  from  the  nature  of  the  goods  shipped  or 
from  other  circumstances  that  the  carrier  ought  to  have  known 
of  the  consequences  which  would  follow  from  a  delay  in  trans- 
portation. 

While  we  do  not  locate  a  case  so  holding,  we  believe  that 
••It  would  be  held,  even  though  no  damage  resulting  from  a  loss 
or  sales  could  be  proved,  that  the  freight  charges  paid  on  the 
shipment  must  be  refunded,  on  the  ground  that  the  purpose  for 
which   the  shipment  was  made  having   been   defeated   by   the 
carrier's    negligent    delay    in    transportation,    the     payment     of 
freight  charges  by  the  shipper  should  not  be  required. 
Delay — Special    Damages   Not   Recoverable    Except   Upon   Actual 
or  Constructive  Notice  to  Carrier 

New  York. — Question:  On  July  21,  1921,  we  shipped  a  car-1 
load  of  cement  to  Blank  Mills,  N.  Y.  While  bill  of  lading  was 
made  out  correctly  by  us,  the  carriers,  in  error,  brought  the 
car  to  Blank  Falls,  N.  Y.  The  railroad  paid  our  claim  for  extra 
freight  charges  and  also  paid  $2.47  for  telephone  expenses  of 
consignee  in  tracing. 

We  have  taken  the  stand  that  the  material  was  worth  $36 
more  at  the  time  it  should  have  arrived  than  it  was  at  the 
actual  time  of  arrival, '  because  in  order  to  furnish  cement,  due 
to  the  delay,  the  dealer  incurred  a  drayage  expense  of  $36. 
The  carriers  deny  our  contention  and  decline  to  pay.  You  an- 
swered "New  York"  on  December  31  shipment  to  Blank,  R.  I. 
It  is  our  impression  that  if  this  had  been  an  ordinary  delay 
incident  to  transporting  the  cement  from  one  point  to  another, 
it  might  be  an  open  question  as  to  whether  or  not  the  amount 
was  collectible  from  the  carriers,  but  in  this  instance  the  car 
was  mis-billed-  and,  regardless  of  the  fact  that  the  carriers  con- 
tend they  effected  the  final  correct  delivery  in  a  time  represent- 
ing no  extraordinary  delay,  this  is  a  disputed  question,  because, 
as  the  car  traveled  out  of  route,  it  must  in  consequence  have 
been  unreasonably  delayed.  The  item  of  $36  represents  the 
actual  additional  cost  of  drayage,  and  does  not  include  the  dif- 
ference in  price  through  purchasing  in  the  open  market. 

Will  you  let  us  have  an  opinion  and  quote  any  rulings  you 
know  of  governing  carriers'  liability  in  a  case  of  this  kind? 

Answer:  Unless  the  delay  on  the  part  of  the  carrier  in  the 
transportation  of  goods  is  unreasonable,  no  recovery  may  be 
had  for  delay.  Furthermore,  it  is  a  rule  of  damages  that  dam- 
ages recoverable  for  delay  in  transportation  must  be  such  as 
might  reasonably  have  been  contemplated  by  the  parties  at  the 
time  the  contract  of  carriage  was  made,  and  that  special  dam- 
ages for  delay  are  recoverable  only  in  case  the  shipper,  at  or 
before  the  time  he  tendered  his  goods  for  shipment,  informed 
the  carrier  of  the  special  circumstances  which  rendered  a 
prompt  transportation  and  delivery  of  the  goods  at  their  des- 
tination necessary.  Unless  the  carrier  be  made  aware  by  the 
shipper,  at  the  time  of  shipment,  of  the  urgency,  and  the  cir- 
cumstances that  require  unusual  dispatch  in  transportation,  it 
cannot  be  presumed  to  know  the  facts,  the  existence  and  knowl- 
edge of  which  upon  jts  part  present  the  legal  status  upon  which 
its  liability  for  more  than  ordinary  damages  can  be  predicated. 

The  expenses  incurred  in  draying  other  cement  to  fill  the 
order  must,  we  are  of  the  opinion,  be  considered  as  special  dam- 
ages and  not  recoverable  in  the  absence  of  notice,  either  actual 
or  constructive,  to  the  carrier  that  such  an  expense  would  be 
the  result  of  its  failure  to  promptly  transport  the  shipment. 

Liability  of  Carrier  for  Damage  Resulting  from  Improperly 
Loading  or  Packing  by  the  Shipper 

Texas. — Question.  Is  it  your  opinion,  and  why,  that  the 
railway  company  is  responsible  under  the  following  circum- 
stances: The  railway  company  placed  a  car  on  our  private  sid- 
ing, in  which  we  loaded  an  engine  and  some  exhaust  pipe  for 
same.  We  called  the  agent's  representative,  who  sealed  the 
car,  signed  the  bill  of  lading  without  exceptions.  Car  moved  to 
a  small  town  and  the  agent  there  made  notation  on  freight  bill, 
"1  muffler  broken  and  exhaust  pipe  flange  broken."  It  cost 
about  $50  to  make  the  repairs,  all  of  which  is  admitted  and  duly 
proven,  but  the  railway  claim  agent  declines  the  claim  on  the 
ground  that  "it  was  improperly  loaded  by  the  shipper  (that 
was  us),  was  not  properly  braced  and  the  load  had  shifted  in 
the  car  so  as  to  jam  the  other  parts  against  the  end  of  the 
car  and  broke  them.  The  consignee  is  of  the  same  opinion  as 
our  agent." 

We  think  that  the  railway  company's  agent  had  the  right 
and  perhaps  did  inspect  the  car  after  it  was  loaded  and  made 
no  objections  to  the  way  it  was  loaded  and  the  fact  that  he 
signed  the  bill  of  lading  and  accepted  the  car  makes  the  railway 
company  liable  for  the  damage  in  transit. 

Answer:  The  decisions  of  the  courts  are  not  uniform  as 
to  whether  or  not  the  duty  is  imposed  upon  a  carrier  to  see 


., 


that >the  Packing  and  conveyances  are  such  as  to  secure  the 
safety  of  a  shipment  received  by  it  for  transportation.  How- 
ever, tne  ru^e  is  '&id  down  in  many  decisions,  including  deci- 
sions 01 tne  courts  of  th«?  state  of  Texas,  that  where  the  shipper 
loads  frt'Sht  on  a  car  fo;r  shipment,  the  carrier  who  receives  the 
car  as  I0aded  is  not  liable  for  damages  which  arise  from  the 


defects  in  tne  loading; 
of  loading  cars  for  ship 
that  the  shifPer  has  prc 
and  that  the  iact  that  a 


that  the  goods  ^ere  im 
etc.,  R.  Co.  vs.  ^ittne 
R.  Co.  vs.  Ehins,  83  s- 


that  where  a  shipper  assumes  the  duty 
ment,  the  carrier  is  not  called  on  to  see 
perly  performed  his  duty  in  this  regard; 
carrier's  employes  knew  before  starting 
iroperly  loaded  is  immaterial.  See  Gulf, 
Dert,  108  S.  W.  150  (Tex.);  Texas,  etc., 
W.  253;  Texas,  etc.,  R.  Co.  vs.  Klepper, 


24  S.  W.  567;   R.  Co.'**.  Oil  Co.,  198  S.  W.  601;   Ross  vs.  Troy, 
etc.,  R.  Co.,  49  Vermoht  364,  24  Amer.  Rep.  144. 

Express  Charges  ori  Shipments  Lost  in  Transit 

New  York. — Questic'iy  On  January  20,  1921,  we  made  ship- 
ment consisting  of  two  Cfcrboys  weighing  140  pounds,  to  a  party 
located  in  Great  Bend,  Kan.,  prepaying  charges  in  the  amount 
of  I1  ii. 

One  carboy  was  lost  by  the  express  company,  and  accord- 
ingly filed  claim  for  its  value,  plus  refund  of  50  per  cent  of  the 
prepaid  charges. 

The  American  Railway  Express  Company  has  paid  our 
claim  covering  the  loss,  but  declines  to  refund  the  $5  charges, 
stating  that  they  have  paid  us  what  our  customer  would  have 
paid  had  the  merchandise  been  delivered,  and  that  we,  in  de- 
manding this  refund  are  only  capitalizing  the  carrier's  mis- 
fortune in  losing  the  goods. 

We  contend  that  the  carrier  has  not  fulfilled  its  contract 
and  therefore  is  not  entitled  to  assess  charges  for  hauling  and 
delivering  140  pounds  when  they  hauled  and  delivered  only  70 
pounds.  Kindly  advise  your  view  of  this  situation,  citing,  if 
possible,  Interstate  Commerce  Commission  rulings  and  court 
decisions  governing. 

Answer:  We  know  of  no  decision  covering  the  question, 
but  inasmuch  as  express  shipments  are  made  under  a  released 
valuation,  it  seems  reasonable  to  assume  that  in  the  event  of 
loss  the  amount  which  is  stated  in  the  express  receipt  as  being 
the  value  of  the  shipment,  is  the  full  amount  for  which  the 
express  company  is  liable,  and  that  in  this  amount  is  merged 
all  items  or  factors  which  go  to  make  up  the  value  of  the  ship- 
ment, including  the  express  charges. 

Actual  Weight  of  Shipment  Constitutes  Basis  for  Assessment  of 
Freight  Charges 

Florida. — Question:  Several  carloads  canned  fruits  from 
California  to  south  Atlantic  coast  points,  S.  L.  &  C.  Cars  arrived 
considerably  overcharged  in  weight,  from  one  thousand  to  seven 
thousand  pounds.  Claim  is  entered  with  delivering  line  after 
weighing  several  cases  of  each  item  in  the  car  before  a  repre- 
sentative of  the  Southern  Weighing  and  Inspection  Bureau. 
Carrier  declines  claim  on  account  of  shippers  having  a  weight 
agreement  with  Western  Bureau  and  the  weights  as  billed  are 
in  accordance  with  the  agreement. 

In  view  of  the  fact  that  the  goods  were  sold  f.  o.  b.  Pacific 
coast  and  consignees  stand  the  freight,  can  shipper  bind  the 
consignee  with  a  weight  agreement,  when  those  weights  are 
grossly  in  error? 

Under  the  act  to  regulate  commerce  we  do  not  believe  car- 
rier can  compel  us  to  pay  freight  on  a  weight  that  is  erroneous 
and  which  is  proved  as  erroneous  by  a  reweighing  on  the  part 
of  their  representative,  even  though  shippers  have  a  weight 
agreement  with  initial  line. 

Answer:  The  actual  weight  of  a  shipment  constitutes  the 
true  basis  on  which  freight  charges  should  be  assessed.  Peters 
vs.  Oregon  Short  Line,  20  I.  C.  C.  598.  Therefore,  if  the  incor- 
rectness of  the  estimated  or  agreed  weights  as  used  in  the  bill 
of  lading  can  be  established  to  the  satisfaction  of  the  Com- 
mision,  we  have  no  doubt  but  what  the  Commission  would  order 
a  refund  of  the  overcharge. 

Carload  Rate  for  Carload  Service 

Missouri. — Question:  Please  give  your  opinion  of  correct 
charges  to  apply  in  the  following  case: 

Railroad  agent  at  point  "A"  is  consulted  regarding  the 
cheapest  way  to  make  a  shipment  of  8,000  pounds  to  point  "B." 
He  quotes  a  commodity  rate  based  on  a  16,000-pound  minimum, 
making  charges  for  car  $30,  as  against  a  class  rate  making 
carload  cost  $50  and  L.  C.  L.  class  rate  making  charges  $40. 
Shipment  is  then  tendered  as  a  carload,  bill  of  lading  signed 
showing  commodity  rate  and  minimum  weight.  Charges  are 
assessed  and  paid  for  this  amount,  $30. 

Station  auditor  of  carrier  finds  commodity  rate  erroneous 
and  put  in  additional  charge  for  carload,  at  class  rate  $50, 
holding  shipment  was  tendered  as  carload,  and  they  are  re- 
quired to  collect  as  carload. 

We  contend  $40  is  correct  rate  to  apply,  holding  that  we 
are  entitled  to  cheapest  rate  applicable  as  originally  sought. 
Each  package  was  stenciled  showing  consignee's  name  and  des- 
tination, as  required  for  L.  C.  L.  shipments. 

Answer:  If  a  shipment  is  tendered  as  a  carload  shipment 
and  carload  service  is  rendered  for  the  shipment,  the  carload 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 
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Trade  Mark  and  Guarantee  Tags 

1.  IF  you  advertise  your  Trade  Mark ; 

2.  IF  a  printed  Guarantee  or  printed  Instruc- 
tions go  to  the  home  consumer  along  with  the 
article  TShich  you  manufacture— 

THEN  we  suggest  that  you  consider  a 
Trade  Mark  or  Guarantee  Tag.  There  is 
no  better  way  to  carry  your  story  to  the 
home  consumer  than  on  a  tag  :— 

The  tag  can  be  attached  in  a  conspicuous  place. 

The]  tag  can  be  attractively  designed  and  well- 
printed  to  match  the  article  itself  in  quality. 


Write  now  for  Samples  and  full  Particulars 


Deft  T.WJ 


«*s  MM  h  24  Urn  cite)        Framingham,  Mass. 
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rate  must,  in  our  opinion,  be  applied  and  the  fact  that  the  carrier 
had  misinformed  the  shipper  as  to  the  rate  is  not  grounds  for 
assessing  the  cheaper  less-than-carload  rate. 
Routing — Conflict  Between  Bill  of  Lading  and  Marks  on  Package. 

Oregon. — Question:  Kindly  give  us  your  version  of  the  fol- 
lowing: 

We  made  a  email  shipment  of  freight  to  a  certain  consignee 
who  has  stores  at  Big  Timber,  Mont.,  and  Billings,  Mont.  In 
error  we  stenciled  the  shipment  for  Big  Timber,  when  we 
should  have  marked  it  for  Billings.  The  bill  of  lading  was 
made  out  to  read  "destination  Billings."  When  the  shipment 
arrived  at  the  depot  of  the  carrier  it  was  noticed  that  the  bill 
of  lading  and  the  markings  on  the  shipment  did  not  agree. 
Thereupon  the  carrier's  receiving  clerk  changed  the  bill  of  lading 
to  read  "Big  Timber"  to  conform  with  markings  on  the  packages. 
This  they  say  was  done  with  the  consent  of  the  driver,  who 
had  no  authority  from  us  to  make  any  changes.  No  authority 
was  shown  on  the  original  bill  of  lading  or  on  the  copies  for 
the  change  made.  We  were  not  aware  of  the  facts  until  the 
shipment  arrived  at  Big  Timber.  The  customer,  expecting  his 
goods  at  Billings,  wired  us  and  upon  an  investigation  we  found 
the  facts  mentioned  above  and  that  the  shipment  had  arrived 
at  Big  Timber,  which  we  subsequently  had  reshipped  at  an 
expense  of  $4.45  over  and  above  what  it  should  have  been  if 
shipped  to  Billings  direct.  We  insist  that  the  carrier  violated 
section  10  of  the  Uniform  Bill  of  Lading,  that  they  should  ac- 
knowledge their  liabilftjr  and  pay  the  claim. 

Answer:  In  its  opinion  in  Parlin  &  Orendorff  Plow  Co.  o£ 
St.  Louis  vs.  United  States  Express  Co.,  26  I.  C.  C.  561,  covering 
a  similar  state  of  facts,  the  Commission  held  that  the  carrier 
in  issuing  the  receipt  was  not  bound  to  call  attention  to  the 
change  in  destination  made  in  the  receipt,  and  should  not  be 
required  to  return  the  goods  without  charge.  See  also  C.  S. 
Brackett  Co.  vs.  Great  Northern  Express  Co.,  29  I.  C.  C.  667. 
Limitations  of  Actions  Under  Section  206-A  of  Transportation  Act 

Massachusetts. — Question:  Quite  recently  the  United  States 
Railroad  Administration  issued,  through  its  General  Solicitor's 
office  a  circular,  No.  56,  notifying  every  carrier  whose  property 
was  under  federal  control  that,  in  accordince  with  section  206  (a) 
of  the  transportation  act  1920,  all  actions  at  law  will  be  barred 
after  February  28,  1922.  It  is  understood  that  this  notice  re- 
fers to  actions  on  all  classes  of  claims,  including  loss  and  dam- 
age claims,  involving  shipments  moving  during  the  federal  con- 
trol period. 

A  question  has  arisen  in  my  mind  as  to  just  how  the  in- 
structions issued  will  affect  the  future  handling  of  the  following 
claim: 

A  shipment  of  cotton  was  forwarded  from  a  point  in  the 
southeast  on  February  20,  1920.  It  moved  via  ocean  and  rail 
route  and  by  way  of  New  York.  On  account  of  the  labor  con- 
dition existing  at  New  York  the  shipment  was  held  on  the 
steamship  company's  wharf  and  lighter  for  several  months,  and 
it  actually  did  not  reach  its  destination  until  the  latter  part  of 
August,  1920. 

As  you  are  aware,  the  bill  of  lading  contract  issued  by  the 
originating  carrier  and  covering  this  shipment  contained  the 
following  clause:  "Suits  for  loss,  damage  or  delay  shall  be 
instituted  only  within  two  years  and  one  day  after  the  delivery 
of  the  property,  or,  in  case  of  failure  to  make  delivery,  then 
within  two  years  and  one  day  after  a  reasonable  time  for  de- 
livery had  elapsed."  In  the  case  cited  the  shipment  was  dam- 
aged by  water  and  a  claim  was  properly  filed  with  the  destina- 
tion carrier  to  cover  such  damage.  The  question  arises  as  to 
whether  the  limitation  provided  in  section  206  (a)  will  bar  a 
civil  action  on  the  claim  after  February  28,  1922.  In  other 
words,  can  it  be  held  that  this  statutory  enactment  takes  prece- 
dence over  or  varies  the  terms  of  one  of  the  conditions  of  the 
bill  of  lading  contract? 

Answer:  The  provisions  of  section  206-A  of  the  transporta- 
tion act  are  applicable  to  all  actions  at  law,  including  claims 
for  loss  and  damage,  and  the  effect  thereof  is  to  cut  short  any 
right  of  action,  including  a  claim  for  loss  or  damage,  which, 
under  the  provisions  of  the  bill  of  lading,  might  have  been  sued 
on  within  two  years  and  one  day  from  the  date  the  cause  of 
action  accrued,  namely,  within  two  years  and  one  day  after  the 
delivery  of  the  property,  or,  in  case  of  failure  to  make  delivery, 
then  within  two  years  and  one  day  after  a  reasonable  time  for 
delivery  had  elapsed. 

As  a  matter  of  fact,  however,  unless  a  shipment  is  both 
unreasonably  delayed  and  injured  in  transit,  as  in  the  instant 
case,  claims  for  loss,  damage  or  delay  will  be  barred  under  the 
two  year  and  one  day  period  of  the  bill  of  lading  at  or  about 
the  same  time  as  they  are  barred  under  the  two  year  period 
of  section  206-A  of  the  transportation  act  1920. 

Damages — Measure  of 

Alabama. — Question:  Please  give  us  your  opinion,  or  a 
ruling,  in  a  case  where  a  shipper  sells  his  goods  f.  o.  b.  shipper's 
plant,  with  full  freight  allowed  to  destination,  and  shipper  pre- 
pays the  charges,  and  a  part  or  all  of  the  shipment  is  lost  by 
the  carrier,  should  claim  be  filed  against  the  carrier  for  the 
amount  of  prepay  in  addition  to  the  invoice  value  of  the  goods, 


or  can  we  only  recover  for  the  actual  amount  of  our  invoice 
less  the  freight  charges  prepaid? 

Answer:  Where  the  invoice  value  at  point  of  origin  is  used 
as  the  basis  of  the  settlement  of  a  claim  for  loss,  the  prepaid 
freight  charges  should  be  refunded  by  the  carrier. 


EXPORT  BILL  OF  LADING 

The  Traffic  World   Washington  Bureau 

The  Commission  has  reopened,  February  24,  the  export 
part  of  the  bills  of  lading  case,  No.  4844,  on  representations  by 
the  Shipping  Board  that  unless  the  Commission  amended  Part 
11  of  the  export  bill  it  would  not  be  able  to  give  its  approval, 
pursuant  to  the  provisions  of  section  19  of  the  merchant  marine 
act.  The  board  notified  the  Commission  that  it  intended  soon 
to  issue  a  port  bill  of  lading  and  it  was  of  the  opinion  that 
there  should  be  no  variation  between  Part  11  and  the  bill  it 
intended  to  issue.  One  of  the  amendments  suggested  by  the 
board  was  that  the  liability  of  the  carrier  by  water  shall  be  in- 
creased from  $100  to  $250  per  package.  Hearing  on  the  board's 
proposal  will  be  held  March  4  before  McChord,  Potter  and  Hall. 


SENATE  PASSES  VALUATION  BILL 

The  Traffic   World   Washington  Bureau 

The  Senate,  passed  February  24,  S.  539,  the  Cummins  Bill, 
relieving  the  Commision  of  the  work  of  making  an  estimate  of 
how  much  more  it  would  cost  now  to  condemn  lands  held  by 
railroads  than  it  cost  when  they  were  acquired. 


PRESIDENT  SIGNS  S.  B.  621 

The   Traffic    World    Washington   Bureau 

Bulletin — The  President,  late  February  24,  signed  Senate 
Bill  621,  extending  the  time  for  the  filing  of  overcharge  claims 
and  the  bringing  of  suits  on  the  Commission's  awards  of  repara- 
tion. 


EXPORT    MEAT   TARIFFS   SUSPENDED 

By  an  order  in  I.  and  S.  No.  1494,  the  Commission  has 
suspended  from  February  20  until  June  20,  1922,  the  opera- 
tion of  schedules  published  in  Supplements  Nos.  7  to  joint  tariff 
of  Agents  E.  B.  Boyd  and  W.  J.  Kelly,  I.  C.  C.  Nos.  A-1233  and 
1138,  respectively.  The  suspended  schedules  propose  to  elimi- 
nate the  application  of  export  class  rates  on  fresh  meats  and 
dressed  poultry,  from  Chicago,  Kansas  City,  St.  Louis,  Louisville 
and  various  other  Missouri,  Mississippi  and  Ohio  river  crossings 
and  interior  northern  and  western  points,  resulting  in  increases 
in  the  .rates  on  fresh  meats,  for  instance,  from  Chicago  to  Key 
West,  Fla.,  from  148  to  166  cents  per  100  pounds. 


Digest  of  New  Complaints 


No.  13479.    The  Republic  of  France  vs.  Director  General,  as  agent. 

Unjust,   unreasonable  and  unlawful  storage   charges  on  alcohol, 
oil  and  tobacco  at  Boston.     Asks  for  reparation. 
No.  13480.    The  Republic  of  France  vs.  Director  General,  as  agent. 

Unjust,  unreasonable  and  unlawful  storage  charges  on  explosives 
at  Wilmington,  Del.    Asks  for  reparation. 
No.  13481.     The  Republic  of  France  vs.  Director  General,  as  agent. 

Unjust,  unreasonable  and  unlawful  storage  charges  on  acid  at 
New  York.  Asks  for  reparation. 

No.   13482.     Cradock  Mfg.  Co.,  Portsmouth,  Va.,  vs.  Norfolk  Southern. 
Unjust,  unreasonable  and  unduly  prejudicial  rates  on  wood  suit- 
able for  making  excelsior,   from  various  points  in   North  Carolina 
to  Portsmouth,  Va.     Asks  for  just,  reasonable  and  non-prejudicial 
rates. 

No.  13483.    West  Coast  Lumbermen's  Assn.,'  Portland,  Ore.,  vs.  Aber- 
deen &  Rockftsh  et  al. 

Unjust  and  unreasonable  rates  and  minimum  weights  on  cedar 
shingles  and  cedar  lumber  from  points  of  origin  in  Oregon,  Wash- 
ington and  British  Columbia  to  points  in  southeastern  territory. 
Asks  for  joint  through  rates  and  minimum  weights  which  are  just 
and  reasonable  and  for  reparation. 

No.  13484.    Fletcher  &  Wilson  Coffee  Co.,  Nashville,  Tenn.  vs    Director 
General,  as  agent. 

Unjust,  unreasonable  rates,  as  well  as  in  violation  of  long-and- 
short-haul  provision  of  Section  4  of  the  act,  on  peanuts  from 
Troy,  Ala.,  to  Nashville,  Tenn.,  because  rate  of  51%c  exceeded  44c. 
Asks  reparation. 

No.  13485.     North  Packing  and  Provision  Co.  et  al.,  Boston,  Mass,    vs 
Boston  &  Albany  et  al. 

Unreasonable  and  unlawful  rates  on  live  hogs  from  points  west 
of  Mississippi  River  in  Iowa  and  adjacent  states  to  plants  of  com- 
plainants in  New  England.  Asks  reparation. 

No.  13487.    The  Sugarland  Industries,  Sugar  Land,  Tex.,  vs.  Galveston 
Wharf  Co. 

Unjust  and  unreasonable  charge  for  loading  sugar  at  Galveston 
and  for  wharfage.     Asks  cease  and  desist  order,  just  and  reason- 
able charges,  rules  and  regulations  and  reparation 
No.  13488.     Richard  Young  Co.,   New  York  City,  vs.  Director-General 
as  agent. 

Unjust,  unreasonable  and  discriminatory  rates  on  kangaroo  and 
raibbit  skins  imported  from  Australia  through  Pacific  coast  ports 
to  New  York.  N.  Y.  Asks  reparation. 

No.  13489.     The  Colorado  Fuel  &  Iron  Co.,  Denver,  Colo.,  vs.  Director- 
General  Davis,  as  agent. 

Excessive  and  unreasonable  charges  on  seven  carloads  of  coke 
braize  or  breeze  from  El  More  Coke  Ovens,  Colo,  to  Engleville 
Colo.  Asks  reparation. 
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FREIGHT  TRAFFIC  RED  BOOK 

The  Encyclopedia  of  the  Traffic  Department' 


Supplement  No.  2 


TO 


By  ordering  today  you  will  get  the  full  benefit  of  the 
service  feature  of  your  subscription — supplying  to 
>ou.  free  of  charge,  all  supplements  which  may  be 
iuurd  to  cover  any  changes  in  any  section  of  the 
book  up  to  October  1.  1922. 


The  1922  Edition 

Now  being  mailed  free  of  charge 
to  all  subscribers  of  this  Edition 

This  Supplement 
Contains : 

Changes  in  Bills  of  Lading  forms. 

Notice  of  effective  dates  of  Bills  of  Lading. 

Changes  in  Rate  Bases. 

Procedure  of  Procuring  Refund  of  War  Tax  on  Transportation. 
Changes  in  List  of  Tariff  Publishing  Agents. 


PRICE  $4.00.     Money  refunded  it  ih.  booh  la  not  entirely  .atitfactory  and  U  r. turned  In  food  condition  within  five  d«y». 


THE  TRAFFIC  PUBLISHING  COMPANY 


150  Lafayette  Street,  New  York  City 


There  are  many   important   Jobbing   and   Manufacturing  centers  along  the  line  of  the 

KANSAS  CITY  SOUTHERN   RAILWAY 
TEXARKANA  &  FT.  SMITH    RAILWAY 

The**  are  in  addition  to  the  Jobbing  Centers  iihown  in  issue  of  The  Traffic  World  of  February  18,  1922. 


TEXARKANA.    ARK.-TEX. 

Thm  city   to  d 
Iron   ere   In   imn 


-       -       POPULATION,  31.217. 

hy    the    Arkanaaa-Texa*   State    Line,    with    the   State    Line,   af   Oklahoma   and    Louisiana    not    far   distant, 
quantities   In   adjacent   county  of  Caaa. 


Manufacturing  ludoalrieo—  Maltrea*  Factoriea,  Cotton  Oil  Mill*.  Grain  and  Milling  Companlr*.  Furniture  Factoriea,  Potterlea. 
Brick  Manufacturing  Company,  Pipe  and  Vilrined  Tile  Work*.  Hardwood  and  Yellow  Pine  Sawmill.,  8a*h  and  Door  Factoriea, 
Large*!  Cedar  Cheat  Factory  in  the  world:  Two  large  Ca*ket  Kactorir*.  Cooperage  Plant.  Creonoting  Plant,  Sheet  Metal 
Factory.  Wagoai  Work*.  Steam  Engine  Work*.  Boiler  and  Machine  Work..  Acid  Manufacturing  Plant,  Cotton  Compreeae*, 

Refrigerator     Factory.     Chair     Slock     Factory.     •" '-a,     *»-* '—     Veneer    Plant*.   Sweet    Potato   Caring    Planta.    Wholeaalo 

Hardware.  Grocery  Jobber.:    the  only   window   glaaaF*~taYBBevaB    Tesa.. 

4*    of    the    principal    indutrie.    located    an    the    track,    of    the    Kanaa*    City    Southern    Railway. 

We  have  DIRECT  CONNECTION   with  all   linea  at  Tcurkana. 

KIIREVEPORT.    LA.       -       -       -       POPULATION,  50,000. 

••coed    large.!    City    In    Stale    of    Leai.iana. 
Large*!    Cotton   Market   in    Weitern    Louisiana. 

I  ari^l     market     for    distribution    of     Automobilr*    In    Weatern     Louisiana. 

I  «r«r«l  Oil  Kenning  center  of  Northweatern  Loul«iana — with  the  Caddo  Oil  Field  adjoining  Shrcveport  on  the  north  we  hare 
one  of  the  heaTteat  production*  of  Petroleum  Oil  and  it*  product*  In  Northwe.tern  Louisiana. 

Manufacturing     Industrie*— Cotton     Cempreeeea.    Creoaoting     Work.,     Fertiliier     Work*,     Window     Glaa*     Factory,    Gla.i     Bottle 
Factoriea.    Foundries    Iron    and    Machine    Shop*.    Lumber    and    Planing    Mill..    Saddle     Work..    Trunk     Factoric*.     Wagon     Fac- 
toriea,    Electrical     Work*.     Brick     Plant*.     Maltrea*     Factorie*.     Acid    Work*.     Peanut    Product*     Plant*.    Silo    Faclorie*.    Broom 
Factorie*.     Belting     Factorie..     Furniture     and     Boi     Factories     Automobile    Factorir*    and    Auembling    Plant.. 
Large*!   di.tributien   in   Nerthweetern    Loui.lana   for  Grain   and    Grain    Product*. 
Large    Cetten    Oil    Companlee, 

Large   Wholesale   Groceries.    Hardware.   Implement*,   Dealer*   in    OH    Well   Supplle*.    Fruit   and   Produce  Jobber*. 
Cedar    Grere.    within    the    .witching    limit*    of    ShreTepert,    i*    a    fa. I    crowing    industrial    center.      Many    large    and    flonriihlng 
induatrlea    are    located    at    I  hi.    point. 

M    of    the    principal    indntriea    in    ShreTepert    are    located    on    Ike   track*  of  the   Kan.a*   City   Southern    Railway,   and   we   hare 
direct    connection    with    ALL    LINES    at    ShreTepert. 
Kama*    City    Southern    Shop*    are    located    at    ShreTepert. 

LAKE  CHARLES.  LA.      -      -       -       POPULATION,  15,000. 

Including  Suburb*,  Weal  Lake  and  Lockport.  11.000. 

Center    of    the    Rice    producing    territory    of    Weetern    Loui.iana. 

Manufacturing    Industrie* — Rice    Mill*.    Large    Fence    Factarle*,    Immenie  Lumber  Mill*.  Brick  Factorie*.  Sulphur  Refining  Work*. 

NaTal   Store*   center. 

Adjacent     to     Lake     Charlea — at     Sulphur     Mine*.     La.,     I.     the     large.!     Sulphur    Mine    In     the    Weilern     llrmliphen. 

The   Kansas  City   Southern   Railway   is   the  SHORT  LINE  to  these  important  centers,   giving  best  service  and  prompt 
deliveries,   and   your   traffic   should   be   routed   via  this   Line. 

•   other  principal  points  on  the  Kansas  City  Southern  and  Ft.  Smith  &  Western  Railway  see  next  issue. 


H.   A.   WEAVER,   General    Freight   Agent, 

City    Southern     Railway.     Karua*    City.    Mo. 


J.  F.  HOLDEN.  Vice-President, 

Kan»a*    City    Southern    Railway.    Kanaa*    City,    Mo. 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

February  27 — Argument  at  Washington,  D.  C. : 

11902 — Beaumont  Chamber  of  Commerce  et  al.  vs.  Director  General, 
Beaumont,  Sour  Lake  &  Western  et  al. 

12677— S.  M.  Bulley  &  Son  vs.  Director  General,  G.  H.  &  S.  A.  et  al. 

12512 — Feeders'  Supply  Co.  vs.  C.  B.  &  Q.  and  Director  General. 

12684 — Magnolia  Petroleum   Co.   vs.    Director   General,   St.    L.   S.   W. 

et  al. 
February  28 — Argument  at  Washington,  D.  C. : 

Finance  docket  1108 — In  the  matter  of  the  application  of  the  P.  & 
W.  Va.  Ry.  for  authority  to  issue  capital  stock  and  to  assume  ob- 
ligation and  liability  in  respect  of  securities  of  West  Side  Belt 
R.  R.  Co. 

Finance  docket  2186 — In  the  matter  of  the  application  of  the  P.  &  . 
W.  Va.  Ry.  Co.  for  authority  to  acquire  control  of  the  West  Side 
Belt  R.  R.  Co. 

Ex  Parte  81 — In  the  matter  of  the  construction  of  paragraph  (2)  sec- 
tion 5  of  the  interstate  commerce  act. 
March  2 — Argument  at  Washington,  D.  C. 

*  Finance   Docket   36 — In   the   matter  of  the  application    of  the  Utah 

Terminal  Ry.  for  a  certificate  of  public  convenience  and  necessity. 
March  3 — Washington.  D.*C. — Examiner  Clarke: 

*  Finance    Docket   2240 — In    the    matter   of   the    joint   petition    of   the 

Valley  Home  Telephone  Co.  and  the  Michigan  State  Telephone  Co. 
for  a  certificate  that  the  proposed  acquisition  of  the  telephone 
properties  of  the  former  by  the  latter  will  be  of  advantage  to  the 
persons  to  whom  service  is  to  be  rendered  thereby  and  in  the 
public  interest. 
March  6— Chicago,  III. — Examiner  Hosmer: 

12071— Adriatic  Mining  Co.  et  al.  vs.  C.   &  N.  W.  Ry.  Co.  et  al. 
March  7 — Toledo,  O. — Examiner  Money: 

I.  and  S.  1489— Intermediate  switching  charges  at  Toledo,  O. 
March  7 — Rochester,  N.  Y. — Examiner  Waters: 

13266 — In  the  matter  of  rates  on  and  classification  of  fresh  peaches 
within  the  state  of  New  York. 

*  12765— Associated  Fruit  and  Vegetable  Industries  of  New  York  State 

et  al.  vs.  Ann  Arbor  et  al. 
March  8 — Washington,  D.  C. — Examiner  Pitt: 

Portions  of  fourth  section  applications  Nos.  12144  of  J.  H.  Glenn; 
703  of  A.  C.  L.  R.  R.:  1573  of  S.  A.  L.  Ry.;  1548  of  Sou.  Ry.:  789 
of  Ga.  &  Fla.  Ry.;  2029  of  G.  S.  &  F.  Ry.;  1625,  1774  and  1775  of 
C.  C.  McCain. 

March  8 — Philadelphia,  Pa. — Examiner  McQuillan: 

13295 — The  Atlantic  Refining  Co.  vs.  Director  General. 

13291 — Vim  Motor  Truck  Co.  vs.  Director  General. 

13311 — The  Wm.   Cramp  &  Sons  Ship  and  Engine  Building  Co.   vs. 

Director  General. 
March  8 — Bangor,  Me. — Public  Utilities  Commission  of  Maine: 

Finance    Docket    1720 — Application    for    authority    and    approval    of 
I.  C.  C.     in  the  matter  of  abandonment  of  operation  of  a  certain 
portion  of  the  line  of  railroad  of  Bangor  &  Aroostook  R.  R.  Co. 
March  9 — Parkersburg,  W.  Va. — Examiner  W.  H.  Wagner: 

11733 — Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 

13320 — Parkersburg  Rig  and  Reel  Co.  vs.  C.  B.  &  Q.  et  al. 

13321 — Parkersburg  Rig  and  Reel  Co.  vs.  Pa.  R.  R.  et  al. 

13323 — Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  S.  W.  R.  R.  et  al. 

13324 — Parkersburg  Rig  and  Reel  Co.  vs.  W.  F.  R.  &  Ft.  W.  R.  R.  et  al 


13326— Parkersburg  Rig  and  Reel  Co.  vs.  M.  K.  &  T.  Ry.  of  Texas 
et  al. 

13362 — Parkersburg  Rig  and  Reel  Co.  vs.  P.  &  R.  Ry.  et  al. 
March  9 — Louisville,  Ky. — Examiner  Cassidy: 

12713— The  Singer  Mfg.  Co.  vs.  111.  Cent.  R.  R.  et  al. 

12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  Ry.  et  al. 

12715— The  Singer  Mfg.  Co.  vs.   Director  General,   C.   &  E.  I.   R.  R, 
et  al. 

12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 

12887— National  Veneer  and  Panel  Mfrs.  Assn.  et  al.  vs.  Aberdeen  & 

Rockfish  et  al. 
March  9 — Philadelphia,  Pa. — Examiner  McQuillan: 

13254 — General  American  Tank  Car  Corporation  vs.  Pa,  R.  R. 

13256 — David  Lupton's  Sons  Co.  vs.  Pa,  R.  R.  et  al. 
March  9 — Spokane,  Wash. — Examiner  Hlllyer: 

13241— T.  J.  Murray  vs.  Director  General,  G.  N.  Ry.,  et  al. 

13315 — Arlington  Silver  Mining  Co.  vs.  G.  N.  Ry.    et  al. 
March  10— Chicago,  111. — Examiner  Money: 
I.  and  S.  1488 — Non-application  of  transit  privileges  on  deficiencies  In 

weight  of  grain. 
March  10 — Philadelphia,  Pa. — Examiner  McQuillan: 

13333 — Hercules  Powder  Co.  vs.  N.  Y.  C.  R.  R.,  Director  General  et  al. 

13343— Schanck,  Hutchinson  &  Field  vs.  Pa.  R.  R. 
March  10 — Washington,  D  C. — Examiner  Kephart: 

12726 — Hagerstown  Chamber  of  Commerce  vs.  W.  Md.  Ry.    et  al. 
March  10 — Spokane,  Wash. — Examiner  Hillyer: 

13399— Centennial  Mill  Co.  vs.  Director  General,  O-W.  R.  R.  &  N.  Co. 

13414 — Arlington  Silver  Mining  Co.  vs.  Director  General  and  G.  N.  Ry. 
March  11 — Parkersburg,  W.  Va. — Examiner  W.  H.  Wagner: 

13446— R.  G.  Gillespie  vs.  C.  R.  I.  &  P.  et  al. 
March  13 — Kansas  City,  Mo. — Examiner  Shanafelt: 
*  I.  and  S.  1483 — Horses  and  mules  from  Kansas  City,  Mo.,  and  Wichita, 

Kan.,  to  New  Orleans,  La.,  Memphis,  Tenn.,  and  other  points. 
March  13 — New  York,  N.  Y. — Examiner  McQuillan: 

13120 — The  National  League  of  Commission  Merchants  of  the  U.  S. 
vs.  Pa.  R.  R.  et  al. 

13120   (Sub.    No.    1) — American   Fruit   Growers,   Inc.,    New   York   di- 
vision, vs.  Pa.  R.  R. 

13120  (Sub.  No.  2)— Chas.  A.  Houck  vs.  Pa.  R.  R. 

13120  (Sub.  No.  3)—J.  &  G.  Llppman,  Inc.,  vs.  Pa.  R.  R. 

13120  (Sub.  No.  4)— M.  H  Hellman  vs  Pa.  R.  R. 

13120  (Sub.  No.  5)— I.  Lowenthal  vs.  Pa.  R.  R. 

13120  (Sub  No.  6)— J.  Pratt  Carroll,  Inc.,  vs.  Pa.  R.  R. 

13120    (Sub.    No.   7) — American   Fruit   Growers,   Inc.,    New  York   di- 
vision, vs.  Pa.  R.  R. 
March  13 — New  York,  N.  Y. — Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment. 
March  13 — Kansas  City,  Mo. — Examiner  Eddy: 

I.  and  S.  1483— Horses  and  mules  from  Kansas  City,  Mo.,  and  Wich- 
ita, Kan.,  to  New  Orleans,  La.,  Memphis,  Tenn.,  and  other  points. 
March  13 — Zanesville,  O.— Examiner  W.  H.  Wagner: 

13277 — American  Clay  Products  Co.  vs.  Pa.  R.  R.  et  al. 
March  13 — Allentown,  Pa. — Examiner  H.  J.  Wagner: 

13278— Trojan  Powder  Co.  vs.  P.  &  R.  Ry.  et  al. 
March  13 — Washington,  D.  C. — Examiner  Kephart: 

13109 — Star  Timber  Co.  vs.  C.  &  N.  W. 
March  13 — Seattle,  Wash. — Examiner  Hlllyer: 

13136 — International   Lime    Co.    vs.    Director   General,    C.    M.    &    St. 
P.  Ry. 

11767 — Thomas  W.  Simmons  &  Co.  vs.  Director  General. 


Re:  Consolidation  of  Railroads,  I.  C.  C.  Docket  No.  12964 

PROF.  WILLIAM  Z.  RIPLEY,  of  Harvard  University,  who,  under  the  direction  of  the  Interstate  Commerce  Commission, 
prepared  a  report  on  the  consolidation  of  the  railway  properties  of  the  United  States  Into  a  limited  number  of  systems,  delivered 
an  address  before  the  Polytechnic  Institute  of  Brooklyn  on  January  24th,  In  which  he  chiefly  discussed  the  railway  question  with 
relation  to  labor  and  finance,  the  relation  between  state  and  federal  regulation,  the  aspects  of  efficient  service,  and  the  tentative 
plan  of  the  Commission  to  effect  a  consolidation  of  the  railroads  for  the  purpose  of  creating  an  effective  national  system  of 
railroads  which  shall  prove  serviceable  to  the  public  and  afford  a  safe  Investment  for  private  capital. 

A  stenographic  report  of  this  address  (32  typwrltten  pages)  can  be  secured  from  us  at  $3.00  a  copy. 
THE  STATE  LAW  REPORTING  COMPANY,  Woolworth  Building,  New  York  City 
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BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  Manager 


NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  West  Adams  Street 
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PENNSYLVANIA 
TANK  CARS 


I 


PENNSYLVANIA 

P  T  x  5600 


P  T  X  560C 


TANK     LINE 

SHARON  PA 


"Pennsylvania"    Construction! 

Stands  Up  Under  All 

Conditions 

\     i, mill"  i     ..f     ••I'KXXSYI.VAXIA"     Tank 

Cars   have   been  sold   and   leased   for  service 

n    .ill    fields,    whore    they    hnvi- 

irnt.-.i   their  capacity  to 

tumunl    traffic   conditions 

i    M'-h   "ll 

At  th<-  left  (bottom)  is  shimii  the  top  view 
of  th<-  "I'KXXSYI.VAXIA"  Arch  Hnr  Tnick: 
it  In  a  view  nhowlng  the  ulah- 
hliiK  ii'nil  running  Inmnl  HrrnnKi'inent  an  ap- 
I.II..1  t<.  I  KNNSYI^VANIA"  rndvrfraiiifK. 
AlNive  In  a  hroailiildi-  nlmwiiiK  the  lonn  i  l.-.m 
cut  Tank,  the  Tank  Hand  AnchoniKc.  Dome 
ri.itfnnim  and  Mlscellaneoii*  Detailed  Con- 
•tnictlini  of  ^he  latent  Type  A-l  D  "I'KXX- 
s^  l.VAXIA"  Tank  Car. 

ThiT.-    in-.-    iiiiir.-    than    5.000    "I'KXNSYI.- 

VAXIA"     Timk     Cum     in     the     Pennsylvania 

Tank    Klne.      Information    as    to    lease    and 

itlon   may  be  obtained   from  any  of  our 

.lintrict  offices. 

"After  mil,  quality  counf«" 

The  Pennsylvania  Tank  Car  Company 

Pennsylvania   Car   Company 

Pennsylvania  Tank  Line 

Sharon,  Pennsylvania 

New  York  St.  Loull 

Houston  Tampico 

Kantai  City  TU)M 

Denver      San  Francisco  ' 


Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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FAMOUS    SKYLINE    OF   LOWER    MANHATTAN 

NEW  YORK 


SOUTHERN  PACIFIC  STEAMSHIP  "MOMUS" 

BEGINNING  HER  TRIP  TO  NEW  ORLEANS 

"ONE  HUNDRED  GOLDEN  HOURS  AT  SEA" 
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Dwt.nm.Wi 


W«hr«ton 


Burmu 


All  ubicnpcwa  tra  ptytbk  in  idvmo  «nd 


ally  tl  <nd  of  (Mood  unleu 


All  rmMUnc.  rfnAi  b*  ~d.  ptymbl.  to  onto  of  THE  TRAFFIC  SERVICE  COR 
FORATON.  Chow,  4nd  Aould  b.  ,n  Ctaa*  or  Nn.  York 


TERMS  OF  SUBSCRIPTION 


ONE  YEAR 

SIX  MONTHS l-m 

THREE  MONTHS J-H 

SINGLE  COPY K 


4IM30  South  Market  Street. 
CHICAGO.  ILL, 


Colorado  Building. 
WASHINGTON.  D.  C. 


whole-hearted  supi>ort  to  the  subsidy  hill  with  the  fond 
hope  that  tlic  seaboard  cities  will,  when  the  time  comes, 
rush  to  their  support  in  getting  the  project  through  Con- 
That  may  he  their  hope — it  may  also  be  their 
disappointment. 

It  is  gratifying  to  learn  that  at  lea>t  one  otticial  of 
the  present  Shipping  Hoard  views  the  question  of  es- 
tablishing an  American  merchant  marine  from  a  prac- 
tical, businesslike  point  «>f  view  and  does  not  "wave  the 
flag"  in  advocating  use  <if  American  ships.  \Ye  refer 
to  the  address  of  \\'.  J.  Love,  vice-president  of  the 
l-'.mcrgcncv  Fleet  Corporation  in  charge  of  traffic,  be- 
fore the  Foreign  Trade  Club  of  Baltimore,  last  week, 


THE  SHIP  SUBSIDY 

A   merchant    marine    subsidy   bill,    in    strict    accord-  wherein  he  said : 

ance  with   the  specification*  of  the   American    Merchant  -|)(l  ,)1>t  expect   American  merchants  to  use  Ameri- 

Marine    Joint    Commit!,--  -ntained    in    the    recom-  can  ships  just  because  they  happen  to  fly  the  flag,  if  you  ' 

men.lations   presented    to  the   Shipping    I'.oard   ,.n   Janu-  cannot    at   the   same   time   sell    them   a   brand   of   service 

ary  6.  and  as  underwritten  by   President   Harding  in  his  jllst  as  good  in  every   respect   as  other  nations  furnish." 


speech   t>.  (.""tigress  this  week,  is  now    before  b«  >th  houses. 
Tlte    President's    recommendati">ns    and    the    bill    follow 


Mr.   Luxe.  ,1  practical  shipping  man.  no  doubt  speaks 
from    experience.      Subsidies    may     be    granted     to    the 


-•lv.,n  most  particulars,  the  |,ro,H,s;ds  ,na,le  last  De-      Anu.rican    shi|,    ,,|lt.r;ilnr.    n-i-ipr.K-al    traffic    agreements 
cember   In    .,    "commute,-   ,,t    ex|.erts."    which    proposals      ,,  ,.,„.,,,.„   .\mencan  railroads  and  foreign  steamship  lines 


wen-  s.,,,1  by   Mr.   Lasker  M  be  "the  tirst  P-ught  dralt  of 


|>t. 


.„„,   cvery   ,,t,u.r  ))(1>Ml)k.   ;ii<1   that   it 


thought*  for  discussion,     tad  the  majority  O<  which  pro  ^   iK.|it.Vl.,|    vv,|l   ,,,.d,le    American    ships    to   meet    lorei^n 

not.  he   s;,i,l.   meet    uilh    hi*  approval.  competition   on    an    even    basis   may   be   extended    by    th,- 

iiim-nt   »n   the   prop«.sal    in    its   general    and   par  government,  but  without  American  ships  giving  at  least 

ti,  ul.ir  asp,-,  ts  has  been  and   will  b,    freely  made.     (  >no  -a  J.rand  of  service  just  as  g  .....  1  in  every  respect  as  other 

phase   of    the    matter    st;i,,,|s    ,,ut    with    such    particular  nations  furnish."   there  can   be   no  successful    American 

prominence,   however,  n  to  invite  immediate  attention.  merchant    marine.      Mr.    Love    is   to   be   commended    for 

That    is    the    clever    diploma,  v     which    was    prominent,  gating   the   issll(    ,  learly  and    for  not  befogging  it   with 

throughout  th,    President'-  sp,-ech—  a  rare  enough  thing  ;il-eu*ation*  about  "insidious  influences." 

in  any  of  his  utterances.     His  |»r<>|M.sal  to  establish  the  __ 
railroads  in  the  ocean  shipping  business   was  made,  we 
think,  not  primarily  as  a  method  of  fostering  an  Amer- 


WISCONSIN  CASE  DECISION 

Any  decision  in  the  Wisconsin  passenger  fare  case 
other  than  the  one  the  Supreme  Court  of  the  United 
but  rather  to  interest  fav»rablv  a  large  class  of  people  States  handed  down  this  week  would  have  been  fol- 
in  the  bill  who  would  otherwJM-  remain  apathetic  or  an-  lowed  by  confusion.  Only  one  other  decision  that 


merchant    marine — for   without    the   direct 
inducements   ottered    we  r.um-.t    s<-e   how   it   will   do  * 


nistic. 


would   have  been   within   the   realm   of   logic  could   have 


The   same   undoubtedly   can    be    said    of    the    Pre*i-  been  made.    The  Court  might  have  said  that,  in  its  opin- 

dent's   bringing    in    the    subject    of   the   <>rcat    Lakcs-St.  ion.   Congress   had   not   gone   as    far  as   the   Commission 

Law-                .iterwav.  with  an  obvious  effort,   so  that  he  believed  it  had.      It  could  not  have  said,  without  revers- 

could  express  unqualified  approval  of  it  coupled   with  a  ing  itself,  that  Congress  had  not  the  power  to  do  what 

compliment    t»   its    proponents.      Perhaps    this    hid  the    Court    now    has    said    it    did.      Had    it    said    that,    it' 

for  the  sUj,|,ort  of  the  Middle  West  for  his  subsidy  pro-  would  have  undone  all   the   good  it   has  done  since  dis- 

-,-it  quite  -"  adroit  as  the  suggestion  of  com-  posing  of  the   Minnesota  rate  cases.      In  them   it  clearly 

joint  through  rail  -ami-water  rates.     I'.ut  its  probable  indicated  that  a<  soon  as  Congress  legislated  as  to  rates 

equally    potent,   and    tho*e    who  hope    to   make  within   a   state   commingled    with    rates  beyond   the  b»r 

orts  of  the   dre.it    Lakes  ,  ities  may   now    throw  their  ders  ,,f  a   state,  whatever  might  be  said  by   state  author 
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Ul  U,  HOBILH  t  NOBTUEBN 
R1ILB01D 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWE£N 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

In  connection  with  I.  C.  R.  R..  L.  ft  N.  R.  R..  M.  *  O.  R.  R.,  N.  C. 
A  St.  L.  Ry.,  vis,  Jackson,  Tenn.,  Southern  Ry.  via  Middleton.  Tenn.. 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany.  Miss.,  A.  *  V.-V.  8. 
ft  P.  Rys.,  via  Newton.  Miss.,  Vicksburg,  Mis».,  and  Shreveport.  La., 
G.  ft  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


Miles 

4:30  p.  m.  0  LT. 

12:30  a.  m.  83  LT. 

12 :47  p.  m.  next  day  247  Ar. 

3:25  p.  m.  »eit  day  261  Ar. 

4:20  p.  m.  next  day  2(8  Ar. 

4:10  a.  m.  2nd  day  410  Ar. 

6:40  a.  m.  2nd  day  448  Ar. 

2:30  a.  m.  2nd  day  If  6  Ar. 

5:30  p.  m.  2nd  day  12*  Ar. 


Jacksan,  Ten*.      Ar.     8:0«  a.  m.  2nd  day 
New  Albany.Mlss.  Ar.  12:1*  a.  m.  2nd  day 

Newton,    Miss.      Lv.  11:11  a,  m. 

Meridian,  Miss.     LT.     7:85  a.  m. 

Laurel,    Hiss.        LT.     8:45  a.  m. 

Mobile,     Ala.         LT.  1(:M  p.  m. 

New  Orleans,  La.  LT.     f  :4(  p.  m. 

Vicksbnrg,  Miss.  LT.     S:lt  a.  m. 

Shreveport,  La.     LT.     t:H  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel.  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss..  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  point*  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gulfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 


MR.  SHIPPER:— 

What  do  you  think  of  our  advertisements  in 
the  Traffic  World?  They  are  classy,  aren't  they? 
Our  service  is  just  as  good. 

Are  you  among  the  rapidly  increasing  num- 
ber who  are  using  the  Natchez  Route?  If  not,  you 
are  missing  something  that  would  be  a  source 
of  genuine  satisfaction  to  you.  Try  it  and  see. 

Yours  for  service  and  information 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.     622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 
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ity  would  have  to  give  way  t<>  the  paramount  power  of 
the  Nation. 

A-  Chief  Justin-  I  aft  sai'l,  tin-  law  unities  the  con- 
trol exercised  by  the  Commission  <.nl\  to  the  extent 
-ar\  tn  enable  it  to  carry  out  the  mandate  of  Con- 
to  rind  and  declare  the  facts  which,  when  found 
and  declared,  bring  into  operation  the  paramount  laws 
of  the  Nation.  There  is  not  nor  can  there  be  unification 
beyond  that  point.  The  Chief  Justice,  speaking  for  the 
tribunal,  which,  under  the  American  -\-tem,  settles  all 
disputes  a-  to  the  meaning  of  the  language  employed  by 
the  Congress,  pointed  out  that  the  Commission  should 
confine  itself  to  the  substantial  disparities;  that  is,  it 
should  disregard  those  things  which  are  not  clearly  dis- 
criminations against  interstate  commerce. 

The  decision  is  plainly  against  those  who  contended 
that  the  language  employed  was  no  more  than  the  em- 
bodiment of  the  principle  of  the  Shrcveport  case  in  the 
statute.  The  Court  t<x>k  the  words  employed  by  Con- 
gress to  have  been  intended  to  convey  something  more 
than  the  idea  of  a  codification  of  the  law  as  it  had  been 
declared  by  the  Court.  It  made  no  doubt  about  its  con- 
viction that  Congress  intended  to  extend  the  national 
•  to  cover  discriminations  against  interstate  com- 
merce as  an  entity,  and  not  confine  it.  a>  in  the  Shreve- 
port  case,  to  operation  against  discriminations  against 
persons  and  localities.  It  said  the  sweep  of  the  order 
could  not  be  sustained  on  the  theory  that  it  extended 
to  the  removal  of  discriminations  against  peisuns  and 
localities  alone. 

The  Court  swept  aside  the  cloud  of  tine  -pun  the- 
ories that  there  was  a  jM.int  at  which  the  power  to  reg- 
ulate commerce  between  the  states  had  to  >to|>  on  ac- 
count of  what  some  state  had  done.  It  treated  the 
legislation  of  1920  as  having  been  intended  to  add  some- 
thing to  what  wns  known  as  being  the  law  by  all  in- 
formed men. 

Henceforth    the    only    broad    <|ue-tion    that    can    be 
raised  is  one  of  polio  ;  that  is  to  sa\,  the  state  commis- 
sioners can  argue  that  it  is  )>... ,r  policy  for  Congr. 
concentrate    power    rates    in    Washington.     That    is    a 
]>olitical  question  that  was' not  and  could  not  have  bcen^ 
raised  with  any  hope  of  judicial  pronouncement  then 
The  question  of  whether  it  is  good  or  bad  to  have  rates 
controlled  by   Washington  instead  of  by  a  large  collec- 
tion of  state  bo. lie-,  is  one  for  Congress.     The  Court  has 
treated  the  legislation  a-  sotting  forth  the  conclusion  of 

,ress  that  such  central  control  is  in  the  interest  of 
the  people  and  that  was  its  intention. 

Di  'inn  .if  state  authorities,  shippers  or  oth* 

ers  with  what  Congress  has  done  is  something  that  the 
Court  could  not  have  dealt  with  without  clearly  tres- 
•ig  on  the  domain  of  the  legislative  body.  What  is 
tupjKised  to  be  good  for  the  country  lies  within  the  com- 
petes for  decision.  Th<-  fact  that  from 
1798  to  1920  Congress  did  not  use  all  the  power  con- 
ferred upon  the  United  States  by  the  commerce  clause 
of  the  Constitution  has  had  no  effect  upon  Congress  or 
the  power.  The  lapse  of  time  does  not  diminish  the 
power  of  the  federal  government.  The  states,  at  all 
times  sjnc,.  17x'J.  through  their  Senators  and  Rcpre- 
*entati\e-  in  Congress.  ha\e  had  the  power  to  d<  •  ex- 


actly what  the  Court  said  they  had  done  when  they 
passed  the  transportation  act  of  1920.  The  existence  of 
the  power,  it  is  true,  was  not  so  clearly  apprehended  as 
now,  but  it  was  a  fact  all  the  time. 

Clarification  of  the  issue  will  be  one  of  the  chief 
results  of  the  proceedings  before  the  Commission  and 
the  courts.  Hereafter  those  who  ask  for  a  modification 
of  either  section  13  or  15a  will  be  face  to  face  with  a 
clear  exposition  of  what  the  highest  judicial  body  in  the 
land  thinks  is  the  meaning  to  be  attached  to  the  words 
employed  by  Congress  when  it  passed  the  transportation 
act.  It  will  be  their  burden  to  prove  to  the  men  of 
other  states  that  when  they  ask  for  a  modification  of 
the  law  that  they  are  not  asking  for  a  change  that 
would  enable  some  state  to  discriminate  against  one  or 
all  of  its  neighbors,  using  the  carriers  of  commerce  be- 
tween the  states  as  instruments  for  that  form  of  op- 
pression. 

In  the  Shreveport  case  the  Court  said  Congress  had 
told  the  Commission  to  see  to  it  that  there  were  no  dis- 
criminations against  persons  and  localities.  In  the  Wis- 
consin passenger  fare  case,  it  said  Congress  had  told  the 
Commission  to  see  to  it  there  were  no  discriminations 
against  the  commerce  between  the  states,  regardless  of 
persons  nr  locali: 

In  the  vernacular,  the  Court  could  have  "passed  the 
buck"  to  Congros  by  saying- it  was  not  clear  that  it 
intended  to  give  the  power  to  order  removal  of  discrimi- 
nations against  interstate  commerce.  There  are  some 
who  have  an  idea  that  Congress  put  an  unnecessary 
burden  on  the  Court  by  failing  to  use  a  language  that 
would  leave  no  doubt  about  its  intention  to  assume  con- 
trol in  a  domain  in  which  it  had  not  shown  its  power, 
in  the  hope  the  Court  would  do  exactly  what  it  has  done 
and  not  compel  the  law-makers  themselves  to  be  out- 
spoken and  specific. 


COLLECTING  REPARATION 
Enactment  of  a  statute  extending  the  time  for  filing 
overcharge  claims  arising  during  federal  control  affords 
no  specific  ground  for  criticism,  unless  it  be  on  the 
ound  that  ample  time  was  allowed  by  the  law  in  the 
HIM  instance.  Extending  the  time  for  bringing  suits 
for  enforcement  of  awards  of  reparation  to  a  definite 
•  lay  is  foolish.  It  is  just  as  foolish  as  a  construction  of 
the  law  that  enables  one  branch  of  the  government  to 
say  it  will  not  obey  the  order  of  a  branch  that  has  been 
authorixed  to  award  reparation.  It  is  ridiculous  to 
leave  the  law  in  such  form  as  to  enable  the  Railroad 
Administration  to  contend  that  it  has  the  right  and  duty 
to  compel  a  shipper  to  sue  for  the  enforcement  of  an 
order  of  reparation  issued  by  the  Commission.  The 
money  was  collected  by  the  government  on  rates  that 
the  only  body  having  the  right  to  judge  the  question 
said  were  unreasonable.  It  is  the  height  of  absurdity 
for  another  branch  of  the  government  to  ignore  an  order 
and  say  it  will  not  pay  unless  a  court,  also  maintained 
by  the  government,  directs  it  to  pay.  Such  a  position 
calls  for  a  waste  of  the  money  to  taxpayers  that  is 
exasperating,  and,  if  the  matter  were  of  greater  import- 
ance, would  be  intolerable.  The  theory  of  the  Railroad 
Administration,  that  it  is  the  particular  guardian  of  the 
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treasury  in  such  matters,  is  really  insulting  to  the  Com- 
mission. Commissioners  have  taken  the  same  oath  of 
office  that  employes  of  the  Railroad  Administration  have 
taken. 

The  only  reason  Congress  has  not  made  the  orders 
of  reparation  of  the  Commission  linal  is  to  be  found  in 
the  fact  that  the  Commission  is  not  a  judicial  body  en- 
dowed with  the  power  to  issue  writs  of  execution.  Con- 
gress, of  course,  could  make  it  a  judicial  body,  but  it 
has  not.  If  it  were  a  judicial  body,  there  might  be  some 
doubt  about  the  validity  of  orders  from  it  requiring  cer- 
tain rates  to  be  observed  in  the  future. 

In  view  of  the  position  taken  by  the  Railroad  Ad- 
ministration with  regard  to  orders  of  reparation,  Con- 
gress, instead  of  passing  legislation  extending  the  time 
for  the  filing  of  suits,  should  say  that,  as  to  such  orders, 
the  mandate  of  the  Commission  should  be  linal.  Of 
course,  in  view  of  the  fact  that  the  Commission  is  not 
likely  to  dispose  of  all  the  claims  for  reparation  on  ac- 
count t>f  unreasonable  rates  collected  during  federal 
control  before  September  1,  more  legislation  will  be 
necessary  when  the  terms  of  the  recently  enacted  law, 
known  as  S.  621  when  it  was  merely  a  bill,  expire  by 
limitation.  Then  shippers  should  ask  for  a  law  requir- 
ing the  Railroad  Administration  to  pay  orders  of  repa- 
ration as  soon  .as  the  Commission  has  denied  an  appli- 
cation for  re-hearing,  provided  application  for  such  re- 
hearing is  made  within  ten  days  of  the  issuance  of  an 
order  of  reparation. 

Shippers  know  the  reluctance  with  which  the  Com- 
mission, for  years  past,  has  been  issuing  orders  directing 
the  return  of  money.  That  makes  the  position  of  the 
Railroad  Administration  all  the  more  irritating.  Were 
the  Commission  issuing  orders  for  the  return  of  money 
with  the  alcoholic  exuberance  of  an  old-time  sailor  on 
shore  leave,  the  attitude  of  the  Railroad  Administration 
would  be  not  quite  so  incredible. 


THE  PROBLEM  OF  REDUCING  RATES 

When  the  Commissioners  begin  the  formal  con- 
sideration of  the  testimony  they  have  taken  in  their  gen- 
eral rate  inquiry,  which  they  will  do  in  a  week,  they 
will  be  face  to  face  with  what  seems  like  a  conflict  be- 
tween statute  and  economic  law.  The  statute  says  they 
shall  initiate,  establish,  and  modify  rates  so  as  to  assure 
a  reasonable  return  upon  the  value  of  the  property  de- 
voted to  transportation.  Economic  law  seems  to  say 
the  rates  are  higher  than  the  traffic  can  bear.  It  is  a 
situation  to  cause  corrugation  of  brows.  It  is  novel  in 
so  far  as  it  involves  only  transportation.  In  a  way  it  is 
akin  to  the  efforts  of  all  governments,  at  times,  have 
made  to  change  economic  law  by  acts  of  the  legislature, 
by  issuing  what  they  called  money.  The  kinship,  how- 
ever, is  not  close.  The  government  has  said  it  is  worth 
$1.575  per  100  pounds  to  carry  certain  kinds  of  merchan- 
dise between  New  York  and  Chicago.  Those  who  have 
certain  kinds  of  merchandise  have  agreed  with  the  gov- 
ernment. Others  have  not,  and  that  is  the  evidence  of 
conflict.  Those  who  have  denied  the  soundness  of  the 
fiat  have  declined  to  ship.  Their  declination  has  not 
been  voluntary.  It  was  forced  by  those  who  said  the 
cost  of  producing  and  selling  the  merchandise,  plus  the 


freight    rate    as    an    item    of   cost,    was   more    than    they 
would  or  could  pay. 

What  are  the  Commissioners  going  to  do  about  it? 
<  )f  course  the  law  is  not  so  stern  as  the  bald  statement 
of  its  terms  herein  used.  It  gives  latitude  by  saying  "as 
nearly  as  may  be."  That  language  leaves  the  proposi- 
tion before  the  Commissioners  much  the  same  as  in 
other  big  rate  cases,  with  this  radical  distinction.  In 
all  other  cases,  the  question  has  been,  not  whether  the 
carriers  could  stand  a  reduction,  but  whether  they  had 
shown  they  were  entitled  to  an  increase.  In  all  the 
other  cases  the  assumption  was  that  an  increase  in  the 
rates  would  bring  in  greater  revenue. 

No  one,  other  than  those  subscribing  to  the  propo- 
sition that  the  property  of  the  railroads  is  not  worth  as 
much,  by  a  wide  margin,  as  has  been  officially  estimated, 
has  denied  the  desirability  of  larger  income  for  the  rail- 
roads. A  larger  income  for  practically  every  line  of 
business  is  necessary  to  keep  the  country  going.  But 
saying  such  things  does  not  help  either  the  Commission- 
ers or  those  whose  financial  condition  is  even  worse 
than  that  of  the  railroads.  Abundant  testimony  has 
been  given  that  shippers,  like  railroads,  in  1921,  wrote 
their  profit  figures  in  red.  Many  shippers  have  been 
forced  to  admit  that  even  if  they  had  had  free  transpor- 
tation in  1921  they  would  not  have  made  a  reasonable 
profit.  But  there  are  also  railroads  which,  if  they  had 
had  as  great  tonnage  as  they  had  ever  hauled,  would 
not  have  prospered.  In  fact,  it  is  notorious  that  if  the 
railroads  in  1921  had  had  as  great  a  tonnage  as  they 
had  in  their  best  year,  they  would  not  have,  as  a  whole, 
earned  what  the  law  indicates  the  law-makers  consid- 
ered a  reasontble  rate  of  return. 

The  more  the  established  facts  are  turned  over,  the 
more  evident  it  seems  to  become  that  the  Commission- 
ers, in  the  final  analysis,  will  have  to  do  as  they  did  be- 
fore section  15a  was  enacted,  and  as  they  did  in  Ex 
Parte  74.  That  is,  reckon  that  such  and  such  rates  on 
such  and  such  commodities  will  give  the  carriers  the 
return  the  law  contemplates,  the  naming  of  which,  for 
the  time  after  March  1,  1922,  is  one  of  the  burdens  Con- 
gress placed  upon  the  Commission. 

In  the  event  the  Commission  orders  some  rates  re- 
duced, a  hot-headed  railroad  attorney  or  two  may  think 
of  running  off  to  some  court  for  an  injunction.  But  for 
what  good?  Confiscation  is  the  only  ground  upon  which 
an  injunction  could  be  based.  The  courts,  long  ago, 
adopted  the  rule  that  the  proof  rates,  like  the  proof  of 
the  pudding,  is  the  eating  thereof.  In  the  event  the 
Commission  should  order  rates  experience  demonstrated 
to  be  too  low,  there  is  not  the  least  doubt  but  that  it 
would  retrace  its  steps  more  rapidly  than  a  court  could 
compel  it  to  reverse  itself.  It  is  not  likely  that  any 
court  will  conclude  that  rates  and  revenue  are  synony- 
mous terms,  hence  application  for  an  injunction,  in  ad- 
vance of  a  trial  of  the  lowrered  rates,  would  be  a  waste 
of  effort. 


N.  O.  T.  &  M.   RAILWAY  BONDS 

The  New  Orleans,  Texas  &  Mexico  Railway  Company  has 
applied  to  the  Commission  for  authority  to  issue  $991,100  of 
first  mortgage  6  per  cent  gold  bonds,  in  order  to  replenish  the 
cash  in  its  treasury,  because  of  capital  expenditures.  Authority 
to  sell  the  bonds  is  also  requested. 
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in  Washington 


Bluffing  with  a  Pat  Hand. — At  times  It  seems  to  those  who 
Kive  eyes  and  ears  to  the  work  of  the  Supreme  Court  of  the 
United  States  that  the  elderly  gentlemen  sitting  on  the  bench 
of  that  tribunal  must  be  hard-boiled  students  of  Machiavelli  and 
Schenck— the  latter  being  the  author  of  the  wise  saying  that 
in  a  game  of  draw  it  is  unwise  to  stay  in  on  anything  less  than 
a  pair  of  sevens.  When  they  ordered  the  Wisconsin  passenger 
fare  case  restored  to  the  calendar  for  reargument.  they  went 
through  all  the  motions  made  by  the  slant-eyed  oriental  who 
made  as  if  to  throw  away  his  hand,  reconsidered  and  drew  to 
fill  what  might  have  been  a  four  card  flush  or  straight,  all  the 
time  having  four  of  a  kind.  All  those  who  make  a  practice  of 
diagnosing  the  court's  symptoms  promptly  agreed  the  eight 
member*  of  which  the  court  was  composed  after  the  death  of 
Chief  Justice  White  were  divided  four  for  and  four  against  the 
Interstate  Commerce  Commission.  That  was  the  only  reason 
or  excuse  they  could  conjure  up  to  explain  why  a  reargument 
had  been  ordered.  The  fact  that  they  had  speculated,  and  the 
conclusion  they  reached,  were  duly  set  forth  in  The  Traffic 
World,  almost  as  If  It  were  ex  cathedra  Information.  And  all 
the  time  the  elderly  gentlemen  were  making  the  motion  of 
throwing  the  hand  Into  the  discard  they  knew  they  had  fours, 
and.  In  due  time,  would  display  them  where  they  could  speak 
for  themselves.  Such  a  jolt  the  wiseacres  did  not  receive  even 
when  President  Harding,  on  election  day.  was  given  the  op- 
portunity to  argue  with  Governor  Cox.  his  fellow  Ohioan.  that 
he  (Harding)  could  claim  to  be  the  Democratic  leader  because 
be  seemed  to  have  obtained  as  many  Democratic  votes  as  the 
governor.  If  not  more. 

Not  one  man  of  the  hundreds  who  have  stood,  with  feet 
and  hands  a-tremble.  before  that  august  tribunal  even  whis- 
pered a  suggestion  that  the  court  might  be  unanimous.  Many 
jaws  were  nearly  dislocated  when,  after  Thief  Justice  Taft  had 
completed  the  reading  of  the  opinion  of  the  court,  some  justice 
at  the  right  or  left  of  him  did  not  announce  that  Mr.  Justice 
So-and-so  dissented  for  the  reasons  he  would  presently  announce. 
Instead  of  some  justice  doing  that,  the  Chief  Justice  proceeded 
with  his  reading  of  another  case.  Then,  and  only  then,  did 
those  who  had  listened  for  an  hour  or  more  reallxe  that  the 
court,  which,  so  frequently  of  late  bad  divided,  five  to  four,  had 
been  of  one  mind  on  one  of  the  cases  that  had  attracted  nation- 
wide Interest,  even  If  to  the  layman  It  seemed  certain  that  the 
constitutional  questions  raised  in  It  had  been  answered  In  the 
Minnesota  rate  cases,  the  opinion  In  which  was  written  by 
Charles  K.  Hughes,  now  Secretary  of  State.  It  was  submitted 
that  nine  men  who  can  do  that  come  very  nearly  being  masters 
of  their  own  tongues  and  even  greater  masters  of  their  facial 
muscles,  even  If  not  one  ever  heard  of  General  Schenck  and 
the  pastime  about  which  he  felt  constrained  to  write  a  treatise. 


Construction  and  Abandonment  the  Next  Issue. — Probably 
the  next  great  litigation  In  which  the  Commission  will  be  in- 
volved will  arise  out  of  Its  exercise  of  the  power  willingly  conceded 
to  It  by  the  state  commissioners,  of  exercising  control  over  the 
issuance  of  securities  and  of  permits  to  abandon  railroads  or 
of  railroads.  The  East  Texas  case,  of  course.  Is  In  the  Sup 
Court  now.  However.  It  Is  a  comparatively  common  feelinir 
among  those  who  have  given  the  subject  attention,  that  the 
real  fight  will  come  when  the  Commission  denies  the  application 
of  some  state-created  railroad  company  for  a  permit  to  Issue 
securities,  or  to  extend  Its  line.  One  of  the  objects  of  Congress, 
In  passing  that  part  of  the  interstate  commerce  law,  apparently, 
was  to  prevent  the  overproduction  of  railroads  on  the  theory  that 
overproduction  or  railroads  would  be  a  discrimination  against 
Interstate  commerce,  that  grant  of  power  might  be  justified 
under  the  commerce  clause  of  the  Constitution.  Even  then  it 
would  have  to  be  based  on  the  assumption  that  necessarily  the 
railroad  to  be  built  would  become  a  part  of  the  facilities  of 
interstate  commerce.  There  are  many,  full  of  sympathy  for  the 
theory  upon  which  the  court  justified  the  grant  of  the  power 
approved  bv  the  Court  In  the  Wisconsin  passenger  fare  case, 
who  have  doubt  about  the  soundness  of  the  reasoning  upon 
which  the  usual  justification  for  that  control  over  state-created 
corporations  Is  based.  The  prospective  litigation  will  be  harder. 
It  Is  believed,  for  the  Court,  than  the  passenger  fare  case,  be- 
cause, among  other  considerations.  If.  the  fact  that  In  many  of 
the  cases  In  which  the  Issues  of  securities  part  of  the  law  plays 
a  part,  there  is  a  contest  between  parties  having  a  monetary 
interest  in  the  outcome.  Cases  arising  under  that  section  of 
the  law.  It  has  been  suggested,  will  carry.  In  nearly  every 
instance,  questions  of  right  to  the  possession  of  property. 
In  other  words,  while  each  will  have  a  public  interest  phase, 
private  interest  phase  will  not  be  wholly  lacking,  as  was 
the  fact  with  regard  to  the  Wisconsin  and  related  cases.  In 


the  abandonment  case  already  before  the  court,  Texas  is  con- 
tending that  the  power  to  say  whether  the  East  Texas  railroad 
shall  be  abandoned,  is  for  it  to  decide,  because  it  was  the  power 
that  gave  the  corporation  the  right  of  operating  a  railroad. 
Just  how  Texas  would  compel  the  operation  of  the  road  its 
owners  are  seeking  to  abandon,  in  the  event  it  should  win  in 
the  courts,  is  not  one  of  the  questions  the  court  will  have  to 
pass  upon. 


Party  Solidarity  Needed  to  Get  Results. — One  of  the  large 
questions  under  discussion  in  Washington  now  is  as  to  how 
and  when  President  Harding  is  going  to  have  Congress  close 
any  one  of  the  large  number  of  subjects  opened  by  it.  His  ad- 
ministration has  been  in  power  a  year.  It  has.  how'ever,  finished 
only  one  thing  easily  to  be  remembered.  It  has  revised  taxes 
downward.  It  has  not  been  able,  however,  to  dispose  of  the 
tariff  question,  except  by  a  makeshift.  Within  the  week  it  has 
laid  down  its  plans  for  encouraging  the  merchant  marine.  It 
and  the  tariff  and  the  treaties  for  carrying  out  the  scrapping 
of  the  American  navy  will  go  on  concurrently.  In  his  anxiety 
to  avoid  the  criticism  that  fell  on  all  his  recent  predecessors, 
except  the  two  from  his  own  state,  it  is  beginning  to  be  sus- 
pected he  may  have  retained  the  affection  of  members  of  Con- 
gress at  the  expense  of  gaining  some  resentment  from  that  large 
part  of  the  American  public  that  believes  early  settlement  of 
things  conduces  to  orderly  business  and  prosperity,  because  the 
amount  of  uncertainty  has  been  reduced  to  a  minimum.  It  is 
the  lament  of  those  who  believe  the  older  ways  of  doing  con- 
gressional business  were  better  than  thoee  now  in  vogue,  that 
party  solidarity  and  party  responsibility  are  at  a  low  ebb.  Al- 
though President  Wilson.  In  his  talks  for  the  enlightenment  of 
Germany,  as  to  what  it  would  have  to  do  to  save  itself  from 
being  wiped  off  the  earth,  talked  much  about  the  necessity  for 
setting  up  a  "responsible  government."  the  United  Slates  has 
not  such  a  government.  The  nearest  approach  the  United 
States  can  make  to  responsible  government  is  that  which  is 
furnished  by  party  responsibility.  Unless  the  party  in  power 
has  solidarity  that  enables  It  to  move  when  a  majority  of  It  gets 
ready,  the  President  can  point  to  Congress  as  being  the  offender 
and  Congress  can  return  the  buck  to  the  White  House.  When 
Lloyd  George  finds  himself  unable  to  make  Parliament  perform 
as  he  desires,  he  and  his  cabinet  will  be  out  of  office.  Party 
solidarity  Is  the  only  substitute  in  the  United  States,  hence  the 
query  as  to  whether  there  is  such  a  thing  back  of  President 
Harding,  and.  If  there  is.  how  soon  it  will  begin  producing 
results. 

Citrus  League  Has  an  Admirer.— Now  the  farmers  have  been 
authorised  to  engage  In  combination  or  co-operative  marketing 
of  their  goods,  free  from  any  fear  of  the  Sherman  anti-trust 
law.  Secretary  Hoover,  in  many  respects,  the  keenest  mind  of  any 
of  the  cabinet  members.  Is  not  afraid  of  the  grant  of  that  power 
to  the  farmers.  He  has  an  abiding  faith  in  the  potency  of  the 
law  of  supply  and  demand.  It  is  known  although  he  has  made 
no  public  announcement  on  the  subject,  that  his  view  is  that 
If  the  farmers  In  their  marketing  organizations  undertake  to 
Influence  the  trend  of  prices,  their  organizations  will  go  to  pieces. 
His  thought  Is  that  any  effort  to  put  up  prices  above  the  point 
of  a  modest  profit,  merely  invites  competition,  because  every 
man  Is  on  the  tower  looking  for  sources  of  greater  profit.  As 
a  California!)  he  believes  the  Citrus  Fruit  League  is  one  of  the 
>st  organizations  ever  planned,  because  its  sole  aim  has 
i  to  distribute  oranges  and  lemons  to  the  points  where 
the  market  will  absorb  them,  and  keep  them  away  from  markets 
that  have  all  they  can  be  expected  to  eat.  Powell,  the  man 
who  devised  the  pre-coollng  process  of  shipping  citrus  fruits. 
and  was  the  general  directing  genius  of  that  organization  during 
the  last  dozen  or  fifteen  years,  died  a  short  time  ago.  The 
organization,  however,  is  regarded  as  having  been  so  thoroughly 
grounded  In  the  fundamental  idea  that  the  public  is  always 
ready  to  pay  a  reasonable  price,  that  It  will  continue  in  the 
Powell  way  for  many  years,  even  if  there  should  come  into  the 
organization  a  number  of  leaders  imbued  with  the  Idea  that  the 
consuming  public  was  an  oyster. 


Importing  and  Exporting  by  Combination.  —  Worship  of  anti- 
trust laws,  it  Is  believed,  has  wrecked  the  prospect  of  a  foreign 
trade  conducted  by  combinations  of  Americans  under  the  Webb- 
Pomerene  law  That  statute  authorizes  the  conduct  of  export 
business  by  combinations  of  Americans,  notwithstanding  the 
prohibitions  of  the  anti-trust  laws.  Congress,  when  it  passed 
that  law,  turned  a  steely  face  on  pleas  to  permit  Americans  to 
do  import  business  under  like  conditions.  It  also  ordained  thai 

e    among    men    ir>    tb° 
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business;  that  Is,  that  a  given  combination  should  handle  only 
shoes,  instead  of  conducting  a  general  exporting  business,  which 
Is  the  theory  of  one  kind  of  trust.  Only  a  score  of  the  com- 
binations are  continuing  In  business.  Most  of  them  have  quit. 
They  could  only  sell  to  foreigners,  not  buy  from  them.  That 
is  what  the  law-makers  did.  notwithstanding  the  fact  that  J.  D. 
A.  Morrow,  then  a  chief  clerk  or  assistant  secretary  In  the 
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IFi deral  Trade  Commission,  pointed  out  to  the  House  judiciary 
committee  considering  the  bill,  that  the  Germans  and  British 

'  combinations  were  doing  business  in  this  country,  and  that  it 
would  be  ridiculous  to  put  restrictions  on  Americans,  if  the  law- 
makers intended  them  to  compete  with  the  foreigners.  The 
Federal  Trade  Commission  has  administered  that  Webb-Pom- 
erene  law  so  narrowly  that  one  of  the  combinations  that  could 

|  not  sell  the  goods  it  had  sent  abroad,  could  not  bring  them  back 
because  that  would  be  a  violation  of  the  terms  of  the  act  for- 

|  bidding  the  combination  to  engage  in  import  business.  The 
combination  dissolved.  Then,  as  an  ordinary  company,  brought 
back  the  goods — and  went  out  of  business.  Things  like  that  are 
continually  coming  to  the  attention  of  harassed  American  busi- 
ness men.  to  make  them  wonder  when  government  will  be 

i   something  helpful  instead  of  a  hindrance. 

Joint  Throunh  RailrPr"4-r>ftCfin  D?+f* — In  his  merchant  ma- 
rine commerce  promotion  plan,  President  Harding  suggested 
joint  through  rates  between  rail  and  ocean  lines.  Thereby  he 
brought  into  great  prominence  one  of  the  dreams  of  American 
traffic  men,  one  that  it  has  been  impossible  of  realization,  it  is 
believed,  because  Americans  have  never  entered  foreign  trade 
as  merchandisers.  They  have  tried  schemes  in  which  manu- 
facturers have  tried  to  be  their  own  selling  agents,  with  only 
a  one-way  business.  Much  of  the  business  in  foreign  countries 
done  by  American  manufacturers  has  been  done  through  the 
agency  of  merchants  not  owing  allegiance  to  the  American  flag 
in  the  true  sense  of  the  words.  They  may  have  been  Americans 
in  a  strictly  political  sense,  but  their  interests  have  been  cen- 
tered in  foreign  countries..  Americans  have  not  been  colonizers. 
They  have  gone  abroad  and  have  become  fully  identified  with 
the  countries  to  which  they  went.  That  was  one  of  the  com- 
plaints of  the  German  government  before  the  war.  It  tried  to 
combat  that  disintegrating  influence  by  devising  the  scheme  of 
dual  allegiance  which  constituted  the  basis  of  the  charge  that 
it  advised  its  nationals  to  become  naturalized  in  foreign  countries, 
"with  their  fingers  crossed,"  to  adopt  a  homely  expression. 
Germany  assumed  that  that  would  promote  German  interests. 
It  is  believed,  however,  that  whatever  success  Germany  had  in 
foreign  trade  was  not  achieved  by  men  who  did  that,  but  by 
the  men,  whether  politically  Germans  or  not,  whose  pecuniary 
interest  lay  in  Germany,  because  they  could  not  make  money 
except  by  promoting  the  German  interest.  A  thought  in  connec- 
tion with  the  President's  hope  for  joint  rates  is.  that  when 
Americans  go  abroad  to  handle  American  goods  as  importers 
and  foreign  goods  as  exporters  to  America,  Americans  will  com- 
pete with  their  British  cousins,  and  not  before.  And  when  they 
begin  being  merchants  in  all  the  ports  of  the  world,  an  American 
merchant  marine  will  be  forthcoming,  but  hardly  before,  the 
thought  being  that  an  American  merchant  marine  will  be  to 
American  merchants  in  foreign  ports  what  the  drayage  service 
of  a  commercial  house  is — an  agency  for  the  carriage  of  the- 
goods  of  the  house,  and  not  something  to  be  hired  by  outside 
merchants.  In  other  words,  an  American  merchant  marine  will 
be  an  adjunct  to  American  world  trade  and  not  merely  an 
independent  carrier  concern  asking  for  business  from  the  world 
at  large.  A.  E.  H. 


JURISDICTION    OVER    CONSOLIDATIONS 

The    Traffic    World    Washington   Bureau 

Arguments  as  to  what  Congress  meant  when  it  wrote  para- 
graph 2  of  section  5  of  the  interstate  commerce  law  were  made, 
February  28,  on  questions  as  to  that  meaning  formulated  by 
the  Commission  after  it  had  denied  authority  to  the  Pittsburgh 
&  West  Virginia  to  issue  capital  stock  and  to  assume  obligation 
and  liability  in  respect  of  securities  in  connection  with  the 
purchase,  by  the  applicant,  of  the  'property  and  franchises  of 
the  West  Side  Belt  Railroad  Company,  upon  the  ground  that 
the  issue  and  assumption  were  not  for  a  lawful  object,  since 
the  applicant  had  not  obtained  authority  for  the  acquisition  of 
the  belt  railroad,  the  stock  of  which  it  owned  and  still  owns, 
under  section  5. 

Commissioner  Potter  dissented  in  that  case.  That  decision 
was  made  in  December.  Two  months  later,  on  account  of  the 
stir  created  by  that  decision,  and,  it  is  believed,  on  account 
of  the  application  of  the  New  York  Central  to  acquire  control 
of  the  Chicago  stock  yards  railroads,  the  Commission  set  the 
questions  as  to  the  meaning  of  that  section  and  paragraph  for 
argument  the  last  day  of  February. 

J.  P.  Blair  of  the  Southern  Pacific  took  the  laboring  oar  in 
opposition  to  the  theory  that  Congress,  by  the  legislation  in  re- 
gard to  consolidations,  mergers,  leases,  and  so  forth,  intended 
to  completely  oust  the  states  of  jurisdiction  in  the  matter  of 
piecemeal  combinations,  in  advance  of  the  adoption  of  its  gen- 
eral plan  for  the  consolidation  of  the  railroads  of  the  country 
into  a  limited  number  of  systems.  He  contended,  in  a  broad 
way,  that  if  Congress  intended  to  give  the  Commission  plenary 
power  over  the  whole  subject  of  consolidations,  mergers  and 
leases  providing  for  an  estate  less  than  a  complete  merging 
of  one  corporation  and  its  property  into  either  an  existing  or 


a  newly  created  corporation,  it  would  have  used  language  that 
unmistakably  would  have  conveyed  that  intention. 

It  was  his  contention  that  the  legislation  was  remedial  and 
not  restrictive;  that  it  was  intended  to  prevent  the  over-produc- 
tion of  railroads  and  facilitate  the  abandonment  of  useless  rail- 
roads or  parts  of  railroads.  He  objected  to  an  effort  to  link  up 
paragraph  18  of  section  1  with  paragraph  2  of  section  5  because, 
as  he  contended,  the  objects  to  be  attained  were  different.  He 
admitted  that  if  the  lease  were  in  perpetuity,  then  it  could  be 
considered  as  a  form  of  merger  or  consolidation  and  made  to 
square  with  the  Commission's  general  plan,  but  he  suggested 
it  would  be  to  impute  ridiculousness  to  the  language  of  Congress 
to  assert  that,  before  the  Southern  Pacific  might  buy  some  of 
the  stock  of  the  Rock  Island,  it  would  be  necessary  for  the 
Commission  to  consider  whether  the  Rock  Island  was  a  useless 
railroad  or  whether  it  should  be  abandoned. 

Time  and  again,  he  said,  the  Supreme  Court  of  the  United 
States  had  said  that  new  jurisdiction  for  the  Commission  could 
not  be  conferred  by  interpretation  or  extended  into  new  fields 
by  that  process.  Associate  Justice  McKenna,  according  to  Mr. 
Blair,  in  one  case  said  that  he  could  not  be  persuaded  that  Con- 
gress had  ambushed  power  to  be  drawn  forth  by  the  Commission 
when  it  desired.  In  that  case,  power  was  pulled  from  ambush, 
the  court  said,  to  direct  the  Pennsylvania  to  buy  or  otherwise 
provide  tank  cars  for  the  shipment  of  petroleum  products. 

Even  if  it  he  assumed,  he  said,  that  Congress  intended  to 
confer  complete  jurisdiction,  and  it  be  concluded  that  Congress 
had  made  a  bad  job  of  its  attempt,  that  was  not  warrant  for  the 
Commission  undertaking  complete  control.  Jurisdiction  for  the 
Commission,  he  observed,  could  hardly  be  founded  on  the  short- 
comings of  Congress. 


N.  Y.  C.-CHICAGO  TERMINAL 

The   Traffic   World   Washington  Bureau 

The  Commission  has  issued  a  revised  tentative  report  on  the 
application  of  the  New  York  Central  Railroad  for  authority  to 
acquire  control  of  the  Chicago  Junction  Railway  Company.  The 
report  does  not  materially  differ  from  the  original  tentative  re- 
port, which  recommended  the  approval  of  the  acquisition  by  the 
New  York  Central  of  the  Chicago  River  &  Indiana  Railroad;  the 
acquisition  by  the  latter  road  of  the  Chicago  Junction  Railway 
by  lease  and  the  denial  of  the  application  of  the  New  York 
Central  for  authority  to  purchase  the  capital  stock  of  the  Chi- 
cago Junction  Company. 

One  of  the  changes  is  an  order  by  the  Commission  which 
states  "that,  as  an  express  condition  of  the  above  authorization, 
before  any  of  the  things  authorized  are  carried  into  effect,  the 
New  York  Central,  the  Chicago  River  &  Indiana  Railroad,  and 
(he  Chicago  Junction  Railway  shall  signify  their  acceptance  of 
this  order  and  of  all  the  conditions  herein  by  instruments  in 
writing  filed  with  the  secretary  of  the  Interstate  Commerce 
Commission." 

The  original  tentative  report  is  further  revised  to  the  ex- 
tent that  "if  any  clause,  sentence,  paragraph,  condition  or  part 
of  this  order,  shall,  for  any  reason,  be  adjudged  to  be  invalid 
the  entire  order  and  the  authorization  herein  shall  be  void  and 
the  control  and  the  lease  authorized  shall  cease  and  determine, 
it  being  the  true  intent  and  purpose  of  this  order  and  authori- 
zation that  the  same  shall  be  effective  only  in  the  event  that 
all  of  the  conditions  shall  be  effective." 

The  revised  paragraphs  are  as  follows: 

It  is  further  ordered,  That  as  an  express  condition  of  the  above 
authorizations,  before  any  of  the  things  authorized  are  carried  into 
effect  the  New  York  Central  Railroad  Company,  the  Chicago  River  & 
Indiana  Railroad  Company  and  the  Chicago  Junction  Railway  Com- 
pany shall  signify  their  acceptance  of  this  order  and  of  all  the  con- 
ditions herein  and  in  the  report,  which  is  referred  to  and  made  a  pait 
hereof,  by  instruments  in  writing  flled  with  the  Secretary  of  the  Inter- 
state Commerce  Commission,  and  the  acceptance  of  this  order  and  the 
said  conditions,  or  the  consummation  of  any  ol  the  transactions  herein 
authorized,  shall,  in  all  future  proceedings  of  any  kind  or  nature, 
judicial  as  well  as  administrative,  to  which  the  carriers  above  named, 
or  any  of  them,  may  be  parties,  be  deemed  and  taken  as  conclusive 
evidence  of  their  acceptance  of  and  agreement  to  abide  by  all  of  said 
conditions  and  particularly  their  acceptance  of  and  agreem'ent  to  abide 
by  the  conditions  enumerated  in  said  report  and  numbered  from  1  to 
18,  inclusive;  and 

It  is  further  ordered,  That  if  any  clause,  sentence,  paragraph, 
condition  or  part  of  this  order,  or  of  the  said  report  referred  to  and 
made  a  part  hereof,  shall,  for  any  reason,  be  adjudged  to  be  invalid 
the  entire  order  and  the  authorizations  herein  shall  be  void  and  the 
control  and  lease  herein  authorized  shall  cease  and  determine  it  be- 
ing the  true  intent  and  purpose  of  this  order  and  authorization  that 
the  same  shall  be  effective  only  in  the  event  that  all  of  said  condi- 
tions and  parts  of  the  order  and  report  shall  be  effective. 


TO  AMEND   FOURTH   SECTION 

Representative  McCormick  has  introduced  a  bill  (H.  R. 
10480)  in  the  House,  amending  section  4  of  the  interstate  com- 
merce act  so  that  the  present  law  permitting  departures  there- 
from would  be  repealed. 


C.   P.  &   ST.   L.  CERTIFICATES 

Bluford  Wilson  and  William  Cotter,  receivers  of  the  Chicago, 
Peoria  &  St.  Ixmis  Railroad  Company,  have  applied  to  the  Com- 
mission for  authority  to  issue  $335,000  of  receivers'  certificates 
to  raise  funds  for  the  operation  of  the  property. 
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Decisions  of  Interstate  Commerce  Commission 


CLASS  RATES  TO  TENNESSEE 

In  a  report  on  No.  11741  Corinth  Grocery  Company  vs  Mo- 
bile £  Ohio,  opinion  No.  7405,  66  I.  C.  C.,  320-6  the  Commission 
has  condemned.  a«  unreasonable  and  unduly  prejudicial,  class 


might  require  eonsidera  hie  time  and  result  in  loss  of  the  right  to  stop 
because  of  delivery  at  destination. 

The  proposed  agreement  would  apparently  save  respondent  harm- 
cm  nearly  every  kind  of  loss  or  damage  incident  to  the  stoppage 
of  goods.  Including  those  which   it  might   have  avoided.     It  makes  no 
---     ,...  --------    ---  ^       exception  where  failure  to  stop  is  due  to  the  negligence  of  respondent 

rates  from  Corinth.  Miss.,  to  points  between  Corinth  and  Jack-      or  ,lts  »?*"««  «"d   might   he   construed   by   shippers  as  an   absolute 
son.  Tenn.     In  their  place  the  Mobile  &  Ohio  has  been  ordered      wa'N;er  °f  the'r  r|Kht  to  prosecute  claims  arising  from  such  negliy,  ,„  , 
to  establish  a  scale  named  in  the  report,  no,  later  t£n  May^T.  '"  '"1 

differing  somewhat  from  the  scale  prescribed  in  the  Meridian 


'Afte 
r""u'r'1  '"«™»on.: 


&SSJB5tt3g5F3l£ 

'    («°te  the  "may"').  *Such  term    are  i  - 


— _„_ ........        ,,,._;   !„.  i..         «_  •••".*/.     Kiuvii  if  i  ins  ait*  in- 

At  present  the  class  rates  are  on  the  basis  of  83  cent*  for      oMer  to  »to*p        recognition   by   respondent  of   any   duty   to  obey   the 

a   distance  of   60    miles.     Commissioner   Meyer,    author   of   the  

report,  said  It  seemed  difficult  to  sustain  a  scale  calling  for  83 
cents,  first  class,  for  a  haul  of  60  miles.  Instead,  the  scale  pre- 
scribed by  the  order  provides  a  rate  of  69  cents  for  hauls  of  55 
miles  and  not  more  than  60.  For  hauls  within  Tennessee  the 
rates  are  not  to  exceed  the  rates  for  similar  hauls  in  other 
parts  to  and  from  Jackson  In  Tennessee.  The  scale  prescribed 
by  the  Commission  is  as  follows: 


1  1  -'  <•  , 

<  ' 

M    • 

15 

CU. 
10 

CU. 
M  6 

CU. 

CU. 

IB 

CU. 

A 
in 

• 

CU. 

.  m 

C 
CU. 

D 
CU. 

10  and 

over  6  .  . 

19 

•:  ' 

J  •   • 

149 

: 

17 

IU 

11.5 

1Z 

11.5 

9.5 

1"   . 

8.5 
9.5 

15  and 

over  10. 

41 

17 

-• 

27.5 

22.5 

18.5 

12.5 

15 

11.6 

:• 

if.  ! 

over   15. 

IT 

40.5 

24.5 

11.5 

lt.5 

12.5 

ll  :. 

•     ,-    : 

over  20. 

61 

u 

39 

J 

-•• 

12 

15 

II 

14 

12 

•   mt 

over  26. 

64 

4«.5 

u 

14.6 

M 

23 

16.5 

14.5 

13 

II,    : 

over  M. 

4* 

41.6 

M.5 

:• 

14.5 

IS.  a 

20 

15.6 

13.5 

•••        .! 

over  15. 

to 

51.5 

21.5 

11 

M 

17.5 

21 

It 

14.5 

46  and 

over  40. 

U 

64 

4t 

i 

11 

17 

11.5 

22 

17 

15 

i    M  .1 

over  46. 

U 

64 

4S.5 

41.5 

14 

-• 

23 

17.5 

16.5 

•:    : 

over  60. 

(7 

67.5 

51 

41 

16 

It 

19  5 

It 

If 

to  and 

• 

If 

59.5 

52.6 

44 

M 

2>.5 

20' 

24 

1S.5 

165 

EXPRESS   TRANSIT   RULES 

In  a  report  on  I.  and  8.  No.  1422.  stoppage  of  goods  in 
transit  (mimeographed,  without  volume  and  page  numbers),  the 
commission  condemned.  In  rather  severe  terms,  the  proposal 
of  the  American  Railway  Express  Company  to  Incorporate  In 
Its  classification  the  following  rule  relative  to  the  stoppage  of 
goods  In  transit: 

•.  chipper  miursts  the  company  to  stop  it  shipment  In  tritiixll 

..  O.   D.   or  otherwise).   before  delivery   to  the  consignee.   or  to  «ur- 

'••"I  same  at  point  of  shipment  after  receipt  has  been  Untied,  shlp- 

niM   (»•  required  to  execute  agreement   for  stoppage  of  good*   In 

transit  (Form  431  >,  as  follows: 

<»e  the  (dipper  Is  unknown  or  Irresponsible.  the  a*ent  must 
require  one  or  more  well-known  and  responsible  sureties  to  nun 
with  him. 

Agreement—  Htoppa«e  of  Goods  In  Trenail. 


RATES    ON    POLISH    AND    MOPS 

Rates  on  O-Cedar  polish  in  glass,  boxed,  and  in  metal  cans 
boxed,  in  carloads,  and  on  mops,  in  carloads  and  less  than  car- 
loads, have  been  condemned  as  unreasonable  by  the  Commission 
in  a  supplemental  report  on  No.  9086.  Channel  Chemical  Co 
vs.  A,  T.  &  8.  P.  et  al.,  opinion  No.  7376,  66  I.  C.  C.  235-7,  and 
reparation  awarded  and  reasonable  rates  prescribed,  effective 
not  later  than  April  22.  In  the  original  report  the  Commission 
held  the  rates  unreasonable  and  awarded  reparation  on  ship- 
ments moving  prior  to  August  3,  1916.  the  date  of  filing  of  the 
original  complaint.  Rates  for  the  future  were  not  prescribed, 
further  hearing  seeming  to  be  necessary  because  of  the  radical 
readjustments  in  transcontinental  rates,  due  in  part  to  the 
Commission's  decisions  in  the  intermountain  rate  cases  and  in 
part  to  the  great  changes  in  transportation  conditions  caused 
by  the  war. 

The  carriers  are  to  publish  rates  on  the  polish  not  exceed- 
ing $1.815  plus  the  33%  per  cent  Increase  authorized  in  Ex 
Parte  74,  and  on  mops  not  to  exceed  $2.10  in  carloads  and  $2.81 
In  less  than  carloads,  plus  the  same  percentage. 

As  to  mop  handles,  the  Commission  adhered  to  Its  original 
opinion  that  the  rate  of  $2,  established  in  October,  1915,  was 
not  unreasonable  and  that  it  will  not  be  unreasonable  for  the 
future  when  increased  in  accordance'  with  the  decisions  as  to 
advanced  rates  made  since  1915. 
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ESTIMATED  WEIGHTS  ON  CABBAGE 

An  order  of  dismissal  has  been  made  in  No.  12236,  Provi- 
dence Fruit  and  Prodiu  ••  KM  -Mange  et  al..  Seaboard  Air  Line, 
Director-General,  et  «!..  opinion  No.  7397.  66  I.  C.  C.  300-2.  the 
Commission  holding  that  charges  collected  on  shipments  of  cab- 
bage, in  crates,  in  carloads,  from  Coleman,  Fla.,  to  Providence, 
It.  I..  In  February,  1920,  and  the  rules  for  arriving  at  such 
charges,  were  neither  unreasonable  nor  otherwise  unlawful. 
TM.-  complainants  alleged  the  charges  were  unreasonable  to  the 
extent  they  exceeded  those  which  would  have  accrued  at  the 
actual  weight.  The  Commission  said  that  neither  the  complain- 
ants nor  the  Intervener  attacked  the  rule  providing  for  the  appli- 
cation of  estimated  weight  nor  the  amount  of  that  estimated 
weight.  Their  contention,  It  said.  In  substance,  was  that  charges 
should  be  based  upon  actual  weights  where  shippers  have  fa- 
cilities for  weighing.  The  Commission  said  It  would  be  imprac- 
ticable to  weigh  the  contents  of  cars  with  perishables  on  track 


,ct  I  !nt*^nwti?r"t  b*'n*,.th"t  J""1  are  to      «cale«  and  that  carriers  should  not  be  required  to  accept  weights 

to  be  iiatfe  for :  failure  'to' stop  th?  above  mentioned  property  fcertalned   by  shippers  on   private  scales.    To  stop  the  shlp- 

slcned  by  person  or  firm  shipping,  and  sealed  with  wax  or      wents  en  route  for  weighing  would  result,  it  said,  in  delay  and 

I  H  A     t\  t«a  rr*an  cram  An  #      n4?     t  Vt  A      nmi-nnmn*  T  Tn  ,1 .-...      ....  ,.1-.       ,.,-..,,!;»  :,,«,. 


Upon  the  protest  of  the  St.  Lools  Chamber  ot  Commerce 
the  proposed  rule  was  suspended  until  March  81.  In  defense 
f  proposed  role,  the  express  company  contended  It  was 
doubtful  whether  a  consignor  bad  the  right  to  stop  goods;  that 
In  such  cases.  Instead  of  refusing  to  comply  with  the  notice  or 
demand,  the  express  company  might  require  a  reasonable  time 
to  investigate  the  matter;  that  If  It  did  not  choose  to  assume 
responsibility  for  delivery  to  either  consignor  or  consignee  it 
might  resort  to  legal  proceedings  to  have  the  question  deter- 
mined and  that  this  procedure  might  result  in  serious  delays 
and  consequent  losses  and  depreciation  In  the  value  of  ship- 
ments. Therefore,  to  protect  Itself  against  claims,  It  proposed 
'he  rule  under  suspension. 

The  protestant's  chief  contention,  as  stated  by  the  Commis- 
sion, was  that  the  right  of  stoppage  in  transit  is  one  that  a 
carrier  could  not  restrict  and  that  the  requirement  that  a  ship- 
per enter  Into  a  contract  of  indemnity  In  the  form  proposed,  as 
a  condition  precedent  to  his  right  to  stop,  was  both  unlawful 
and  unreasonable  In  dlscucslng  the  proposed  rule  the  Com- 
mission  Mid: 

r  the  propoaed  rule  r»*pondent'*  intent  may,  If  he  hn«  doubt* 
a*  to  the  nnan'UI  responsibility  of  a  consignor,  require  that  one  or 
more  wall-known  and  responsible  sureties  slim  the  agreement  of  In- 
demnity. This  Hun-  ,-d  for  Its  Indeflnitenesn  as  to 
lh»  numlx  r  of  «'ir>-tle«  required  If  f>  renson.  It  also  repoaes 
too  mnrh  nrMtrnr,  IK.W.T  In  responrteni 's  nn^nls  t..  decide  who  Is  or 
Is  no  "responsible"  Fiirthn  •  mpllanc*  with  this  provision 


the  disarrangement  of  the  movement.  Under  such  conditions, 
the  Commission  said,  a  system  of  estimated  weights  was  not 
merely  a  convenience  but  a  practical  necessity. 


ALLOWANCE  FOR  CROSSING  HUDSON 

The  Commission,  in  a  report  on  I.  &  S.  No.  1430,  Con- 
structive Mileage  for  Bridge  over  Hudson  River  at  Poughkeepsie, 
N.  V.,  opinion  No.  7375.  66  I.  C.  C..  230-4,  has  condemned  the 
proposal  of  the  New  Haven  and  its  subsidiaries  to  add  100  con- 
structive miles  for  the  bridge  across  the  Hudson  River  at  Pough- 
keepsie as  not  having  been  justified.  The  Commission  con- 
demned the  proposal  as  being  vague,  indefinite,  and  uncertain  in 
its  effect,  and  said  it  would  not  be  warranted  in  giving  Us  ap- 
proval to  such  a  proposition. 

The  proposal  to  add  100  constructive  miles  for  the  move- 
ment over  the  bridge,  the  Commission  said,  was  an  outgrowth 
of  its  decision  In  Seaboard  By-Product  Coke  Co.  vs.  Director- 
General.  62  I.  C.  C.,  317,  which  required  respondents  and  their 
connections  to  establish  rates  on  coke,  from  Seaboard,  N.  J.,  to 
destinations  In  New  York  and  New  England  via  the  Pough- 
keepsle  bridge  route,  on  the  basis  of  the  so-called  Providence 
scale,  extended  to  distances  of  600  miles.  That  Providence 
scale  was  the  only  Instance,  the  Commission  said,  in  which  a 
distance  scale  of  rates  had  been  made  applicable  on  a  commodity 
moving  from  Trunk  Line  to  New  England  territory.  The  scale 
was  originally  made  operative  early  in  1919,  from  Harvanl  .Innr- 
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lion  Wharf,  Providence,  for  distances  up  to  325  miles.  Respond- 
ents endeavored  to  convince  the  two  initial  railroads  out  of 
Seaboard,  the  Lackawanna  and  Erie,  that  in  publishing  rates  In 
compliance  with  the  Commission's  order  in  that  case,  100  con- 
structive miles  should  be  added  for  movement  over  the  Pough- 
keepsie  bridge.  The  initial  carriers,  the  Commission  said,  de- 
clined to  adopt  that  rule  which  according  to  the  report  of  the 
Commission  in  this  case  was  opposed  to  the  letter  and  spirit  of 
its  report  and  order  in  the  Seaboard  case  before  mentioned. 
Specific  rates,  therefore,  based  on  the  actual  distances  from 
seaboard,  became  effective  November  1,  1921.  The  carriers 
asked  for  a  reopening  of  the  case  so  that  they  might  put  in 
evidence  as  to  the  cost  of  constructing  and  maintaining  the 
bridge,  but  the  application  was  denied.  While  the  application 
was  pending  they  filed  the  suspended  schedules,  contending  the 
Providence  scale  was  not  intended  for  application  over  a  route 
of  such  costly  construction  as  that  over  the  bridge.  They  con- 
tended the  cost  of  constructing  and  maintaining  the  bridge  ex- 
ceeded the  cost  of  constructing  and  maintaining  100  miles  of 
ordinary  railroad  track. 

In  the  consideration  of  this  case,  the  Commission  went  to  its 
own  valuation  figures  and  found  that  the  average  cost  of  main- 
tenance of  the  bridge  over  a  period  of  7  years  was  $338,409  per 
annum. 

In  disposing  of  the  case  the  Commission  said  that  even  if 
the  cost  of  constructing  and  maintaining  the  bridge  was  100 
times  greater  than  for  10*0  miles  of  track,  it  did  not  follow  that 
100  constructive  miles  should  be  allowed  for  movement  over  the 
bridge  in  computing  distance  upon  which  to  base  rates  for  trans- 
portation. Obviously,  the.  Commission  said,  the  operating  costs 
over  100  miles  of  ordinary  track  were  very  much  greater  than 
over  a  bridge  one  mile  long.  Respondents  apparently  gave  no 
consideration  to  that  feature,  the  Commission  said.  Nor  had 
they  proposed  the  addition  of  constructive  mileage  for  other 
facilities  of  unusual  cost,  such  as  the  Boston  terminals,  the  bridge 
at  New  London,  and  the  track  elevation  work  at  Bridgeport, 
Conn.  The  Commission  also  noted  that  constructive  mileage 
vas  not  added  for  the  bridge  haul  over  the  Hudson  River  at  Al- 
bany. 

In  conclusion  the  Commission  said: 

No  specific  rate  is  directly  involved  in  this  proceeding,  but 
potentially  it  affects  every  class  and  commodity  rate  which  might  in 
the  future  be  established  on  a  distance  basis  over  the  bridge  route. 
Respondents  and  those  who  favored  their  proposal  to  add  constructive 
mileage  cite  cases  in  which  we  approved  the  addition  of  bridge  arbi- 
traries  or  allowances  for  river  crossings.  In  all  of  those  cases  the 
measure  of  specific  rates,  or  passenger  fares,  or  a  rate  adjustment, 
was  directly  in  issue  and  considered  by  us.  Whether  rates  resulting 
from  the  use  of  the  proposed  constructive  mileage  would  be  reason- 
able or  unreasonable,  to  what  extent  it  would  he  used  in  the  construc- 
tion of  rates,  or  what  revenue  would  accrue  to  respondents  from  its 
use  are  all  matters  of  speculation.  Competitive  and  other  conditions 
would  have  to  be  considered  in  connection  with  each  rate.  The  extent 
to  which  the  constructive  mileage  would  be  used  is  impossible  of 
determination  at  the  present  time.  Vie  are  not  warranted  in  giving 
approval  to  a  proposal  so  vague,  indefinite  and  uncertain  in  its  effect. 

INDIANT^COAL""RATES 

The  Commission  in  No.  11716,  Clinton  Paving  Brick  Co.  et 
al.  vs.  C.  &  E.  I.,  Director-General,  et  al.,  opinion  No.  7408,  66 
I.  C.  C.,  338-46,  condemned  as  unreasonable,  during  federal  con- 
trol, rates  on  mine-run  bituminous  coal,  from  some  of  the  mines 
in  the  Clinton  and  Brazil  districts  in  Indiana  to  the  plants  of 
the  complainants  at  Clinton,  Locan,  Mount  Silica,  and  Brazil, 
Indiana,  and  awarded  reparation.  The  report  also  covers  No. 
11723,  National  Drain  Tile  Co.  vs.  same;  No.  11742,  Brazil  Clay 
Co.  vs.  Director-General,  as  agent,  et  al. ;  No.  11742  (Sub-No.  1), 
Clay  Products  Co.  vs.  Director-General,  as  agent,  et  al.,  and 
11816,  Southern  Fire  Brick  and  Clay  Co.  vs.  Director-General,  as 
agent,  et  al. 

The  Commission  found  the  rates  on  these  short  hauls,  rang- 
ing from  2  to  45  miles,  were  unreasonable  to  the  extent  they 
exceeded  the  following: 

From  mines  in  the  Clinton  district  to  Clinton,  45  cents,  and  to 
Locan  and  Mount  Silica,  60  cents;  from  the  mine  near  Ehrmandale, 
in  the  Brazil  district,  to  Mount  Silica,  70  cents;  from  mines  in  the 
Clinton  district  and  from  Superior  and  Carbon  to  the  plants  of  the 
Brazil  Coal  Company  or  Clay  Products  Company  at  Brazil,  60  cents; 
from  Coal  Bluff,  Centerpoint.  and  other  mines  in  the  vicinity  of  Brazil, 
except  complainant's  mine  to  the  plant  of  the  Clay  Products  Com- 
pany, 45  cents,  and  from  the  mine  of  the  Clay  Products  Company  to 
that  company's  north  plant,  40  cents.  We  further  find  that' complain- 
ants made  shipments  from  the  mines  to  their  respective  plants,  and 
paid  and  bore  the  charges  thereon  at  the  rates  herein  found  unrea- 
sonable; that  they  have  been  damaged  to  the  extent  of  the  difference 
between  the  charges  paid  and  those  that  would  have  accrued  at  the 
nates  herein  found  reasonable;  and  that  they  are  entitled  to  repara- 
tion, with  interest.  . 


sion  prescribed  reasonable  and  notiprejudicial  rates,  increased 
by  the  percentages  allowed  in  Ex  Parte  74,  to  be  effective  not 
later  than  May  15,  as  follows: 

To  stations  on  the  Omaha  between  Mitchell  and  Souix  Falls,  both 
inclusive.  $3.90:  to  all  stations  on  the  Minneapolis  &  St.  Ixmis  Rail- 
road in  South  Dakota  between  Leola  and  Watertown,  inclusive,  $3.70, 
K'Tiirling  upward  west  of  Conde  at  the  present  rate  of  progression  to  a 
maximum  of  $4.05  at  Le  Beau:  to  stations  on  the  North  Western  be- 
tween Oakes  and  Wolsey.  Redfield  and  Watertown,  Groton  and  Vo- 
land,  and  Wolsey  and  Iroquois,  including  the  points  named,  $3.70;  be- 
tween Watertown  and  Sioux  Valley  Junction,  Iroquois  and  Brookings, 
jind  Iroquois  and  Salem,  including  the  points  named,  except  Iroquois, 
$3.90,  and  to  stations  on  the  Gettysburg  line  of  the  North  Western 
between  Redfleld  and  Pierre  and  between  Wolsey  and  Pierre  the  rates 
should  be  graded  upward  to  a  maximum  of  $4.30  at  Pierre  at  the  rate 
of  progression  observed  under  the  rates  now  in  effect. 

.  ORE  LINE  A  COMMON   CARRIER 

In  a  report  on  No.  12546,  Ore  Carrying  Corporation  vs.  Cen- 
tral Railroad  Company  of  New  Jersey,  opinion  No.  7402,  66  I. 
C.  C.,  311-12,  the  Commission  held  the  Ore  Carrying  Corporation 
to  be  a  common  carrier  subject  to  the  interstate  commerce  act, 
which  might  lawfully  receive  from  its  trunk  line  connections 
divisions  of  joint  interstate  rates  under  appropriate  tariff  pro- 
vision, such  divisions  to  be  no  more  than  reasonable.  The  com- 
plainant is  a  corporation  transporting  freight  by  water,  par- 
ticularly iron  ore  from  Port  Henry,  N.  Y.,  to  interstate  destina- 
tions. It  is  alleged  that  it  formerly  received  divisions  which 
were  fair  and  reasonable  but  that  since  the  40  per  cent  under 
Ex  Parte  74  the  Central  Railroad  of  New  Jersey  had  refused  a 
corresponding  increase  of  divisions  to  the  Ore  Carrying  Corpora- 
tion. 

The  complainant  corporation's  entire  capital  stock  is  owned 
by  Witherbee,  Sherman  &  Co.,  the  business  of  which  is  mining 
and  selling  ore,  pig  iron,  phosphate  and  other  materials.  Since 
1917  it  has  been  operating  under  a  common  arrangement  with 
the  Central  of  New  Jersey  and  since  1918  it  has  been  actively 
soliciting  freight. 

In  order  to  be  certain  that  it  was  within  the  law  the  Central 
of  New  Jersey  joined  with  the  Ore  Carrying  Corporation  in  pre- 
senting the  case  in  a  stipulation  under  the  rules  of  the  Com- 
mission so  there  could  be  a  formal  decision  as  to  the  status  of 
the  industrial  road. 


RATES  ON  COAL  FROM  MONTANA 

A  finding  of  unreasonableness  and  undue  prejudice  has  been 
made  in  a  report,  written  by  Chairman  McChord,  in  No.  11081, 
Roundup  Coal  Mining  Co.  vs.  Director-General,  as  agent,  et  al., 
opinion  No.  7380,  66  I.  C.  C.,  249-54,  as  to  rates  on  coal,  from  Round- 
up and  Geneva,  Mont.,  to  destinations  on  the  Chicago  &  North- 
western; Chicago,  St.  Paul,  Minneapolis  &  Omaha;  and  Minne- 
apolis &  St.  Louis,  in  North  and  South  Dakota.  The  Commis- 


NO  ALLOWANCE  FOR  INTERCHANGE 

An  order  of  dismissal  has  been  made  in  No.  11097,  Gull 
States  Steel  Co.  et  al.  vs.  Director-General,  Louisville  &  Nash- 
ville et  al.,  opinion  No.  7381,  66  I.  C.  C.  255-60,  on  a  holding 
that  the  failure  of  the  defendants  to  move  inbound  and  out- 
bound cars  between  the  interchange  tracks  and  points  within 
the  complainants'  plants  or  to  compensate  complainants  there- 
for did  not  result  in  the  payment  by  the  complainants  of  un- 
reasonable, unjustly  discriminatory  or  unduly  prejudicial  trans- 
portation charges.  The  report  also  covers  Sub-No.  1,  Republic 
Iron  &  Steel  Co.  vs.  Director-General,  L.  &  N.  et  al. 

Commissioner  Hall,  in  his  report  on  the  cases,  said  the 
complainants  did  not  desire  and  would  not  accept  placement 
of  cars  within  their  plants  at  defendants'  convenience.  He 
said: 

It  is  practically  impossible  for  each  defendant  serving  such  a  plant 
to  make  placements,  because  each  would  be  obliged  to  wait  upon  the 
convenience  of  the  other  defendants,  and  of  the  plant  management. 
Complainants  are  willing  to  have  defendants  make  these  placements 
only  on  condition  that  defendants  accept  directions  from  the  plant 
management  as  to  when  and  how  to  make  them,  to  suit  the  con- 
venience of  the  plants. 

Complainants,  at  their  own  expense,  weigh  all  inbound  and  out- 
bound loaded  and  empty  cars  and  make  out  all  bills  of  lading.  This 
is  done  primarily  for  their  own  benefit,  and  it  is  apparent  that  they 
would  continue  to  weigh  the  cars  and  insist  on  the  correctness  of 
the  weights  so  obtained  even  if  defendants  also  weighed  the  cars. 

Upon  this  record  we  find  that  the  existing  line-haul  rates  of  de- 
fendants must  be  construed  as  framed  to  cover  delivery  and  receipt  of 
shipments  to  and  from  complainants  at  the  interchange  tracks:  that 
the  transportation  services  which  it  is  the  duty  of  defendants  to  per- 
form for  complainants  under  the  line-haul  rates  begin  and  end  at  the 
interchange  tracks;  that  the  movements  by  complainants  between 
the  interchange  tracks  and  points  within  their  plants  are  plant  services 
which  it  is  not  the  duty  of  defendants  to  perform,  in  the  absence  of 
undue  prejudice;  and  that  undue  prejudice  is  not  shown.  We  further 
find  that  defendants'  failure  to  make  such  movements  between  the 
interchange  tracks  and  points  within  complainants'  plants,  or  to  com- 
pensate complainants  for  making  the  same,  did  not  and  does  not 
result  in  the  payment  by  complainants  of  transportation  charges 
which  were  or  are  unreasonable,  unjustly  discriminatory,  or  unduly 
prejudicial. 

RATES  ON  BAR  IRON  AND  STEEL 

The  Commission  has  dismissed  No.  11789,  Mitsui  &  Co., 
Ltd.,  vs.  C.  B.  &  Q.,  Director-General  et  al.,  opinion  No.  7386, 
66  I.  C.  C.  269-70,  holding  the  rate  on  bar  iron  and  steel,  car- 
loads, from  Terre  Haute.  Ind.,  to  Seattle  between  July  1  and 
December  31,  1918,  was  not  unreasonable  and  that  the  complain- 
ant had  not  shown  itself  to  have  been  damaged  as  a  result  of 
any  Undue  prejudice  that  might  have  existed.  The  complaint 
was  that  the  rate  was  unreasonable  and  unduly  prejudicial  to 
the  extent  it  exceeded  a  contemporaneously  effective  export 
rate  of  75  cents  from  Chicago  to  Seattle.  The  Pittsburgh  group 
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rate  applied  from  Terre  Haute  when  the  shipments  moved. 
Mitsui  &  Co.  contended  that  inasmuch  as  Terre  Haute  is  400 
miles  nearer  Seattle  it  was  unreasonable  to  have  applied  the 
Pittsburgh  rate  instead  of  the  Chicago  export  rate.  In  support 
of  Its  contention  the  complainant  relied  mainly  upon  the  Com- 
mlssion's  decision  in  Inland  Steel  Co.  vs.  Director-General.  57 
I  ('.  ('.  339.  in  which  the  Commission  said  the  rates  on  iron 
and  steel  from  Chicago,  Terre  Haute  and  Vincennes  should  have 
been  6.5  cents  lower  than  the  rate  from  Pittsburgh. 

A  rate  of  85  cents  was  charged  and  the  complainant  con- 
tended that  the  ton-mile  earnings  of  7  mills  for  a  haul  of  2.402 
miles  showed  the  rate  was  unreasonable  per  se.  The  Commis- 
sion held  otherwise ;  it  further  remarked  that  compliance  with 
its  decision  in  the  Inland  Steel  Company  case  resulted  in  giving 
Terre  Haute  a  non-prejudicial  adjustment,  so  that  the  only 
question  at  issue  was  as  to  whether  Mitsui  &  Co.  had  suffered 
damage.  On  that  point  the  Commission  ruled  as  hereinbefore 
set  forth. 


REPARATION  ON  REFINED  OILS 

R.  paratlon  has  been  awarded  in  No.  11986,  Standard  Oil  Co. 
K.-ntuckyt  vs.  Illinois  Central.  Director-General  el  al.,  opinion 
No.  7388.  66  I.  C.  ('.,  274-6.  on  account  of  unreasonable  rates  on 
gasoline  and  other  refined  oils,  from  North  Baton  Rouge,  La., 
to  Gain  and  Carbon  Hill,  Ala..  Imposed  on  shipments  between 
February  1,  1917.  and  August  10.  1820.  The  shipments  between 
February  1,  1917.  and  May  8,  1920,  were  on  commodity  rates, 
while  those  after  May  8,  1920,  to  August  10  were  on  class  rates. 
The  carriers  presented  undercharge  claims  for  $8.268.78.  The 
complainant  contended  the  rates  were  unreasonable,  unjustly  dis- 
criminatory, and  unduly  prejudicial  to  the  extent  they  exceeded 
commodity  rates  contemporaneously  In  effect  from  and  to  the 
sitme  points.  The  shipments  were  routed  by  the  shipper.  The 
case  arose  from  the  fact  that  the  publishing  agent  had  restricted 
the  routes  of  movement  in  a  way  not  intended  by  the  carriers. 
The  Commission  pointed  out  that  the  joint  class  rates  were  In 
excess  of  the  aggregate  of  the  Intermediates.  It  held  that  the 
commodity  rates  as  restricted  were  unreasonable  to  the  extent 
that  thy  exceeded  40  cents  prfor  to  June  25.  1918;  50  cents  be- 
tween June  25  and  October  29,  1918,  and  44.5  cents  thereafter. 
The  shipments  consisted  of  79  tank-car  loads. 


RATE  ON  HOGS  FROM  KANSAS  CITY 

A  finding  of  unreasonableness,  an  award  of  reparation,  and 
an  order  to  establish  reasonable  rates  on  or  before  April  25,  have 
been  made  In  No.  11589.  Morris  Co.  vs.  A.  T.  *  S.  F..  Director- 
General,  et  al..  opinion  No.  7391.  66  I.  C.  C..  282  4.  as  to  rates  on 
hogs  In  single-deck  cars  from  Kansas  City,  Mo.-Kan..  and  St.  Jos- 
eph. Mo.,  to  Oklahoma  City.  Okla.  The  complainant  assailed  a 
rate  of  45.5  cents  per  100  pound*,  minimum  17.000  pounds,  im- 
posed on  19  single-deck  carloads  of  hogs,  shipped  between  August 
12  and  November  13.  1918.  from  St.  Joseph,  and  of  139  single- 
deck  shipments,  made  between  July  30  and  December  19,  1918. 
from  Kansas  City,  all  to  Oklahoma  City.  The  contention  was 
the  rates  were  unreasonable  because  they  exceeded  the  scale  pre- 
scribed In  the  southwestern  meat  instigation.  22  I.  C.  C..  160, 
plus  the  increases  directed  by  General  Order  28  for  343  miles, 
the  short  line  distance  from  Kansas  City  to  Oklahoma  City. 

With  Commissioner  Daniels  concurring  only  in  part,  the 
Commission  said  the  rates  were  unreasonable  to  the  extent  they 
exceeded  37  cents  for  a  single  line,  and  40.5  cents  for  joint  line 
hauls,  minimum  17.000  pounds.  Reasonable  rates  and  minimum 
weights  for  the  future  having  been  prescribed  in  Wilson  A  Co. 
TS.  Director-General,  62  I.  C.  C..  171.  Chairman  McChord.  author 
of  the  opinion,  said  that  they  would  be  the  reasonable  rates  from 
St.  Joseph  to  Oklahoma  City.  They  are  not  to  be  In  excess  of 
those  from  Kansas  City  to  the  same  destination. 

DEMURRAGE  ON  LUMBER  AT  NORFOLK 

A  return  of  unlawfully  collected  demurrage  charges  has  been 
ordered  in  No.  12"lM.  Excelsior  Shook  &  Lumber  Co..  Inc.,  vs. 
Seaboard  Air  I. in.  el  al..  opinion  No.  737»,  66  I.  C.  C.  241-6,  on 
two  carloads  of  lumber,  shipped  from  Lovelace.  Ga..  and  con- 
sign- •nplainant  at  Norfolk,  Va.,  for  "Belt  Line  de- 

v  "  TlM'  two  cars  in  question  were  held  by  the  line-haul 
carrier,  the  Seaboard,  for  payment  of  freight  charges  and  dis- 
position orders  before  turning  them  over  to  the  switching  line. 
With  Commissioner  Hall  dissenting,  the  Commission  found  such 

ntinn  unlawful  as  a  basis  for  demurrage  and  reconsignment 
charges.  On  the  record,  the  Commission  said,  it  found  the  dis- 
position orders  were  in  the  hands  of  the  Belt  Line  In  seasonable 
time ;  that  Inquiry  was  not  made  by  the  defendant  Seaboard  of 
the  M-it  Line  respecting  disposition  orders,  nor  were  the  cars 
<|eiiv«-r»-d  to  that  carrier.  One  car  apparently  arrived  before 
disposition  orders  were  mailed,  wherefore  the  Commission  held 
that  demurrage  was  pronerly  asseaed. 

(ommlssloner  Hall.  In  his  dissent,  said  that  It  was  the 
practice  of  the  Seaboard,  and  other  lines  reaching  Norfolk  over 
the  Heii  i.ine  from  PortMmouth,  to  hold  cars  consigned  to 

oik    at    fort-iiKHi'li    for    disposition    orders.     He    said    that 


practice  had  been  followed  in  this  case;  that  the  Commission 
had  found  the  Belt  to  be  the  terminal  of  the  Seaboard  and  other 
carriers  entering  Norfolk,  and  that  the  Belt  and  the  Seaboard 
were  in  effect  one  line.  Therefore,  he  said,  the  cars  were  not 
held  short  at  destination.  He  said  it  had  not  been  shown  that 
either  the  Seaboard  or  the  Belt  had  received  delivery  instruc- 
tions until  August  24,  1920,  when  the  Seaboard  turned  the  cars 
over  to  the  Belt.  The  demurrage,  he  said,  had  then  accrued. 
Introduction  of  carbon  copies  of  letters  purporting  to  give  dis- 
position orders,  he  said,  raised  no  presumption  that  the  origi- 
nals had  been  deposited  in  the  mails  properly  addressed  and 
postage  prepaid.  Receipt  by  the  Southern  of  the  originals  of 
some  of  the  carbons  raised  no  presumption,  he  said,  that  the 
originals  of  others  had  been  received  by  the  Belt.  A  conversa- 
tion between  the  writer  of  the  letters,  who  had  died  before  the 
case  was  begun,  but  some  time  after  the  letters  purporting  to 
give  instructions  had  been  written.  Mr.  Hall  said,  was  hearsay, 
developed  on  cross-examination  of  a  witness  for  the  complain- 
ant as  to  the  basis  of  certain  assumptions  indulged  in  by  him. 


RATES    ON     TAPIOCA 

A  finding  of  rnn-asonableness  and  an  award  of  reparation 
have  been  made  in  No.  11749.  Minute  Tapioca  Co.  vs.  Boston 
t  Maine.  Director-General,  et  al.,  opinion  No.  7385,  66  I.  C.  C. 
267-8.  The  Commission  held  the  rate  on  tapioca  in  packages  in 
carloads  unreasonable  to  the  extent  that  it  exceeded  $1.35  prior 
to  June  25.  1918.  and  $1.69  after  thai.  The  shipments  in  ques- 
tion moved  from  Pacific  coast  terminals  to  Orange.  Mass.,  on 
domestic  rates  of  $1.90  prior  to  June  25.  1918,  and  $2.375 
thereafter.  The  $1.35  rate  was  the  rate  established  subsequent 
to  the  movement  of  the  traffic  in  question  in  this  case. 


REPARATION  ON  SECOND-HAND  PIPE 
A  holding  of  mlsrouting  and  an  award  of  reparation  have 
been  made  in  No.  12240.  Phoenix  Refining  Co.  et  al.  vs.  A.  T.  £ 
S.  F.  et  al..  opinion  No.  7398,  66  I.  C.  C.,  303-4,  as  to  shipments 
of  second-hand  pipe,  from  Howard.  Kans.,  to  Anadarko,  Okla., 
in  November.  1916.  The  case  grew  out  of  the  dispatch  of  cars 
to  the  wrong  destination  by  the  railroad  company  on  bills  of 
lading  signed  by  the  teamster  hired  by  the  complainant  to  load 
them.  The  agent  of  the  complainant  {old  the  agent  of  the  car- 
rier to  notify  him  when  the  cars  w><r<  ready  for  loading  so  that 
he  could  return  to  Howard.  Instead  of  doing  that  the  agent  of 
the  carrier  had  the  teamster  sign  the  bills  of  lading  without 
notifying  the  shipper.  The  Commission  said  that  the  teamster 
had  no  authority  to  accept  and  sign  bills  of  lading  and  that  the 
mlsrouting  was  the  result  of  the  carriers'  agent's  action. 


REPARATION     ON     ACID     SEDIMENT 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  a  report  on  No.  11740,  Tennessee  Copper  Co.  vs. 
Alabama  &  Vlcksburg,  Director-General  et  al.,  opinion  No.  7377, 
66  I.  C.  ('..  238-40.  as  to  charges  for  the  return  transportation  in 
tank  cars  of  sulphuric  acid  sediment  of  no  commercial  value, 
from  various  points  to  Copperhill,  Tenn.  The  fifth-class  rate 
assessed  on  the  returned  acid  sediment,  the  Commission's  report 
said,  was  much  higher  than  the  carload  commodity  rates  on  the 
outbound  acid.  Reparation  Is  to  be  awarded  to  the  basis  of  the 
rule  prescribed  in  the  New  Jersey  Zinc  Co.  case,  61  I.  C.  C.  432. 


THROUGH    RATE    CASE    DISMISSED 

__ ^  The  Commission  has  dismissed  No.  11116,  Beaver  Sand  Co. 
"MTI*  vs.  Beaver  Valley,  Director-General  et  al.,  opinion  No.  7392, 
<6  I.  C.  C.,  285-90,  holding  the  failure  of  the  defendants  to  es- 
tablish through  routes  and  joint  rates,  to  and  from  the  plants 
of  the  complainants  at  Beaver,  Pa.,  in  connection  with  the  Beaver 
Valley  Railroad  did  not  result  In  unreasonable  or  unduly  preju- 
dicial transportation  charges.  The  Commission  denied  the 
prayer  for  through  routes  and  joint  rates. 


EXPORT  RATE  ON  PIG  IRON 

An  order  of  dismissal  has  been  made  in  No.  11543,  Shlbakaw.'i 
&  Co.,  Inc..  vs.  P.  &  R.  et  al..  opinion  No.  7382,  66  I.  C.  C..  261-2. 
the  Commission  holding  that  the  rate  charged  on  pig  iron,  of 
$4.58  a  long  ton.  from  Pottstown,  Pa.,  to  San  Francisco,  for  ex- 
port. In  June,  1917,  was  not  unreasonable  or  unduly  prejudicial 

REPARATION  ON  SCRAP  IRON 

The  Commission  has  awarded  reparation  in  No.  12173.  Hilb 
&  Bauer  vs.  Director-General,  as  agent,  opinion  No.  7390,  66 
I.  C.  C.  279-81.  on  account  of  unreasonable  charges  on  scrap 
iron  between  points  within  the  switching  limits  of  Cincinnati 
and  Andrews,  Ky.  The  Commission  said  the  charges  were  un- 
reasonable to  the  extent  that  they  exceeded  those  which  would 
have  accrued  at  the  applicable  switching  charges  and  a  rate 
of  1.5  cents  per  100  pounds,  minimum  $6.50  per  car  and  maxi- 
mum $10  per  car. 


COAL  RATES  FROM  SPRINGFIELD  DISTRICT 
The    Commission    has    dismissed    No.    11779.    Citizens    Coal 
Mining  Co.  vs.  Illinois  Central.  Director-General   et   al..  opinion 
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No.  7387,  66  I.  C.  C.  271-3,  holding  that  charges  on  soft  coal, 
shipped  from  Citizens  mines  A  and  B  in  the  Springfield,  111., 
district  during  federal  control,  were  not  unreasonable  and  that 
no  damage  had  been  shown  by  any  undue  prejudice  which  may 
have  existed.  The  complainant's  principal  contention,  accord- 
ing to  the  report  of  the  Commission,  was  that  the  charges  on  its 
shipments  should  not  have  exceeded  those  from  other  mines 
within  the  Springfield  district  which  generally  took  the  Spring- 
field basis. 


RATES  ON  COAL  FROM  WEST  VIRGINIA 
An  order  of  dismissal  has  been  entered  in  No.  12145,  Fair- 
mont &  Cleveland  Coal  Co.  vs.  Director-General,  B.  &  O.  et  al., 
opinion  No.  7394,  66  I.  C.  C.  293-4,  the  Commission  holding  that 
rates  on  soft  coal,  from  Hood  Mine,  South  Rivesville,  W.  Va., 
to  destinations  in  New  York  and  New  Jersey,  in  the  first  3 
months  of  1919,  were  not  unreasonable.  The  attack  was  on  a 
haul  of  2,100  feet  over  the  Baltimore  &  Ohio  rails,  for  which 
the  Baltimore  &  Ohio  received  90  cents  a  net  ton,  which  was 
the  rate  for  10  miles  or  less.  The  complainant  thought  the 
service  over  the  rails  of  the  Baltimore  &  Ohio  was  being  per- 
formed by  the  Monongahela,  or  at  the  most  the  Baltimore  & 
Ohio  was  performing  switching  service.  The  complainant  asked 
for  a  joint  through  rate,  but  the  Commission  said  that  one  was 
not  needed  because  no  movements  in  the  future  were  contem- 
plated. 

RATES   ON   YELLOW   PINE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  J2103,  Parkersburg  Rig  &  Reel  Co.  vs. 
Texas  &  Pacific  et  al.,  opinion  No.  7406,  66  I.  C.  C.,  327-9,  on  ac- 
count of  unreasonable  rates  on  yellow  pine,  from  Ranger,  Texas, 
to  Duncan,  Tulsa,  and  Walters,  Okla.  The  Commission  held 
the  rates  unreasonable  to  the  extent  they  exceeded  29  cents 
per  100  pounds,  between  July  12  and  August  25,  1-920,  and  39 
cents  thereafter.  The  shipments  in  question  moved  between 
July  12  and  November  22,  1920.  Reparation  is  to  be  made  to  the 
bases  indicated.  The  carriers  are  to  establish  the  rate  of  3 
cents  on  or  before  May  2. 


RATES  ON  CORN  AND  OATS  TO  MEMPHIS 
The  Commission,  in  a  report  on  No.  11722,  Clarke-Burkle  Co. 
et  al.  vs.  Director-General,  as  agent,  opinion  No.  7384,  66  I.  C.  C., 
265-6,  held  unreasonable  rates  on  corn  and  oats  from  Ashland, 
Lexington,  McLean,  Rutland,  Stanford  and  Wenona,  111.,  to  Mem- 
phis, between  June  25,  1918,  and  December  30,  1919,  to  the  extent 
that  they  exceeded  the  aggregates  of  the  intermediates  to  and 
from  East  St.  Louis.  The  Commission  denied  reparation  be- 
cause, it  said,  there  had  been  no  proof  of  damage. 

RATES  ON  SELF-RISING  FLOUR 

The  Commission  has  dismissed  No.  12522,  George  M.  Cham- 
plin,  receiver,  vs.  Lehigh  Valley,  Director-General  et  al.,  opinion 
No.  7401,  66  I.  C.  C.,  309-10,  holding  that  rates  on  self-rising 
compound  flour,  from  Cortland,  N.  Y.,  to  points  in  Official  Classi- 
fication territory,  between  January  1,  1917,  and  May  11,  1919. 
were  not  unreasonable,  or  otherwise  unlawful.  The  complainant 
contended  that  the  rates  should  not  have  exceeded  the  commod- 
ity rates  on  grain  products,  which  were  made  applicable  on  self- 
rising  compounded  flour  on  May  12,  1919.  '  The  Commission  said 
the  subsequent  reduction  was  not  sufficient  to  indicate  an  un- 
reasonable rate. 


RATE  ON   ROASTED  ZINC  ORE 

The  Commission  has  dismissed  No.  11654,  Grasselli  Chemical 
Co.  vs.  B.  &  O.,  Director-General,  et  al.,  opinion  No.  7383,  66 
I.  C.  C.,  263-4,  holding  the  rate  on  roasted  zinc  ore,  in  carloads, 
from  Canton,  O.,  to  Terre  Haute,  Irid.,  in  July  and  August,  1918, 
had  not  been  shown  to  be  either  unreasonable  or  otherwise 
unlawful.  Charges  were  collected  at  the  sixth-class  rate  of  20 
cents.  Several  months  prior  to  the  movement  complainant  had 
asked  for  a  rate  of  $2.40  per  ton,  which  was  established  August 
24,  1918.  The  complainant  desired  reparation  to  that  basis,  but 
the  Commission  declined  to  order  a  return  of  any  of  the  money 
collected  on  the  higher  rate. 


RATES   ON    SULPHURIC   ACID 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12116,  American  Agricultural  Chemical 
Co.  vs.  Director-General,  as  agent,  opinion  No.  7389,  66  I.  C.  C., 
277-8,  as  to  rates  on  sulphuric  acid  in  tank  cars  during  federal 
control  from  Charlotte,  N.  C.,  to  Greensboro,  N.  C.,  and  Colum- 
bia, S.  C.  The  Commission  held  that  the  rates  were  unreason- 
able to  the  extent  that  they  exceeded  |2.10  to  Greensboro  and 
$2.20  to  Columbia. 


RATES  ON    NITRATING  ACIDS 

An  award  of  reparation  has  been  made  in  No.  119981,  E.  I. 
Du  Pont  de  Nemours  &  Co.  vs.  D.  L.  &  W.,  Director-General, 
et  al.,  opinion  No.  7393,  66  I.  C.  C.,  291-3,  on  account  of  unrea- 


sonable rates  on  mixed  or  nitrating  acid,  in  tank  cars,  from 
Hopatcong  and  Haskell,  N.  J.,  to  Arlington,  N.  J.  The  Commis- 
sion held  them  unreasonable  to  the  extent  that  they  exceeded 
7  cents  from  Haskell  and  12  cents  from  Hopatcong. 


RATE    ON    CANNED   TOMATOES 

The  Commission  has  dismissed  No.  12303,  R.  C.  Williams 
&  Co.  vs.  Central  Railroad  Co.  of  New  Jersey,  Director-General 
et  al.,  opinion  No.  7399,  66  I.  C.  C.  305-6,  holding  that  the  rate 
on  two  carloads  of  canned  tomatoes,  from  Greenwich,  N.  J., 
to  Pier  28,  New  York  City,  during  October,  1918,  had  not  been 
shown  to  be  unreasonable,  unjustly  discriminatory  or  unduly 
prejudicial. 


REPARATION    ON    LUMBER 

Reparation  has  been  awarded  in  No.  12232,  Weaver  Bros. 
Lumber  Co.  vs.  Director-General,  as  agent,  opinion  No.  7396, 
66  I.  C.  C.  297-9,  on  account  of  unreasonable  rates  on  lumber, 
from  Preston  and  Logansport,  La.,  to  Eastland  and  Ranger, 
Tex.,  in  March,  April  and  May,  1919.  Reparation  is  to  be  made 
to  the  basis  of  a  rate  of  23.5.  The  report  also  covers  Sub-No. 
1,  Nelson-Jacks  Lumber  Co.  vs.  same. 

RATE  ON   LUBRICATING  OIL 

The  Commission  has  dismissed  No.  12161,  Standard  Asphalt 
&  Refining  Co.  vs.  Director-General,  as  agent,  and  Missouri 
Pacific,  opinion  No.  7395,  66  I.  C.  C.  295-6,  holding  that  the 
charges  on  a  tank  carload  of  lubricating  oil  shipped  in  October, 
1919,  from  Independence  to  Eldorado,  Kan.,  were  not  unrea- 
sonable and  no  damage  has  been  shown  by  reason  of  the  undue 
prejudice  alleged.  The  Commission  also  held  that  the  traffic 
had  not  been  misrouted. 


OVERCHARGE   ON    KEROSENE 

Directing  the  refund  of  an  overcharge,  the  Commission  has 
dismissed  No.  12251,  Standard  Asphalt  &  Refining  Co.  vs.  Mis- 
souri Pacific,  Director-General,  et  al.,  opinion  No.  7403,  66  I.  C. 
C.,  313-14,  holding  that  there  had  .been  an  overcharge  on  a  tank 
car  load  of  kerosene  from  Independence,  Kan.,  to  Sheffield,  la., 
reconsigned  to  Minneapolis. 


ORE   REDUCTION   TARIFFS   FILED 

The  Traffic  World   Washington  Bureau 

Tariffs  providing  for  a  reduction  of  28  per  cent  on  iron  ore, 
effective  April  1.  reached  the  public  files  of  the  Commission 
March  1.  The  first  to  be  received  were  Pennsylvania  AA  I.  C.  C. 
1748,  naming  rates  from  and  to  Pennsylvania  railroad  stations 
to  points  on  connecting  lines  and  Pennsylvania  AA  I.  C.  C.  1750, 
from  Cornwall,  Pa.,  to  Remsens,  Va. 

The  New  York,  Ontario  &  Western  was  also  among  those 
films  tariffs  making  similar  reductions.  It  filed  N.  Y.  O.  &  W. 
I.  C.  C.  9316,  naming  rates  from  Clinton  and  Franklin  Springs, 
N.  Y.,  to  various  destinations.  It  was  known,  at  the  time  the 
tariffs  herein  mentioned  were  reaching  the  public  files,  that 
other  publications  were  in  hand  and  in  the  ordinary  course  of 
routine  would  reach  the  public  in  a  day  or  two.  The  tariffs 
hereinbefore  mentioned  were  marked  as  having  been  received 
by  the  Commission  in  the  mails  of  February  27. 

Additional  tariffs  carrying  reduced  rates  on  iron  ore  were 
placed  in  the  public  files  of  the  Commission  March  2.  The  Cen- 
tral Railroad  of  New  Jersey  filed  its  I.  C.  C.  Nos.  1608  to  1613. 
inclusive,  carrying  rates  f.  o.  b.  boats  Port  Henry,  N.  Y.,  to  des- 
tinations on  the  Jersey  Central  and  connecting  lines.  The  Dela- 
ware &  Hudson  in  its  I.  C.  C.  Nos.  13414,  13415  and  13416  also 
published  rates  from  Port  Henry  to  stations  on  its  own  and  con- 
necting lines. 

At  the  same  time  tariffs  carrying  lowered  rates  on  chrome 
and  manganese  ore  were  filed'  by  the  Pennsylvania  for  applica- 
tion from  and  to  Pennsylvania  Railroad  stations  and  from  Penn- 
sylvania Railroad  stations  to  destinations  on  connecting  lines. 

None  of  the  tariffs  in  question  seemed  to  carry  rates  on  ex- 
lake  ore,  the  kind  of  traffic  against  lowered  rates  on  which  the 
lake  front  furnaces  leveled  their  objections  in  such  force  that 
their  continuance  after  January  1,  1922,  was  forbidden  by  the 
Commission,  because  similar  reductions  had  not  been  made  in 
the  rates  .on  coal  and  coke  from  interior  points  of  origin  to  the 
plants  of  the  protesting  lake  front  furnace  interests. 


B.   &    N.   W.    RAILWAY   BONDS 

The  Birmingham  &  Northwestern  Railway  Co.  has  applied  to 
the  Commission  for  authority  to  issue  $400,000  of  first  mortgage 
6  per  cent  refunding  bonds,  to  refund  and  pay  off  an  issue  of 
$400,000  of  first  mortgage  6  per  cent  bonds  due  March  1,  1922. 


PETITION    FOR    CONSTRUCTION 

The  National  Line  Railroad  Co.  has  applied  to  the  Com- 
mission for  authority  to  build  12  miles  of  railroad  in  Webster 
County,  Miss.,  from  the  main  line  of  the  Columbus  &  Greenville 
near  Maben  to  Topishaw  Creek. 


March  4,  1922 
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PER   DIEM  AND   RECLAIM   RULES 

Tki   Traffic   World   Washington  Buna* 

A  modification  of  the  Birmingham  Southern  rule,  which  the 
Commission  la  prescribing  for  industrial  railways  in  lieu  at  the 
per  diem  and  switching  reclaim  rules  that  govern  the  relations 
between  carriers  not  tainted  by  reason  of  Industries  having  an 
interest  In  them,  has  been  recommended  by  Attorney-Examiner 
Harleigh  H.  Hartman.  in  a  tentative  report,  on  rehearing,  in 
the  Lake  Erie  *  Fort  Wayne  Railroad  et  al.,  part  of  No.  4181,  in 
the  matter  of  allowances  to  short  lines  of  railroad  serving  in- 
dustries. In  so  far  as  short  roads  In  the  Chicago  switching  dis- 
trict are  concerned.  The  original  report  in  the  case  is  to  be 
found  In  63  I.  C.  C.  122. 

The  attorney-examiner  said  the  original  report  should  be 
set  aside  in  so  far  as  It  requires  the  Chicago  Short  Line  to  settle 
for  the  use  or  detention  of  foreign  cars  on  Its  line  on  the  basis 
of  the  Birmingham  Southern  rules,  because  that  line  is  no  longer 
under  the  control  of  any  Industry  that  ships  over  Its  -rails.  The 
Inland  Steel  Company  once  controlled  It  but  that  company  does 
not  now  own  a  share  of  its  stock.  The  largest  single  stock- 
holder In  that  company  has  been  trying  to  get  rid  of  bis  hold- 
Ing,  the  report  says,  but  has  been  unable,  on  account  of  mar- 
ket conditions,  to  do  so. 

Hartman  recommended  the  modification  of  the  rules,  as  to 
the  free  time  allowed,  for  their  application  to  the  Lake  Erie 
*  Fort  Wayne,  the  Valley,  Bay  Terminal  and  the  Manufacturers 
Junction.  In  summing  up  the  complaints  of  the  Industrial  rail- 
roads against  the  Birmingham  Southern  rules  and  in  his  recom- 
mendation*. Hartman  said: 

AH  of  lh«  Industrial  carrier*  protecting  against  the  application  of 
the  Birmingham  Southern  rul»-*  pointed  out  that  settlement  of  de- 
murrage with  shippers  operating  under  the  average  agreement  with 
their  road*  give*  the  (Uppers  the  benefit  of  Interchangeable  credit* 
and  debit*  accruing  on  car*  coming  In  and  going  out  ov,-r  all  of  the 
connecting  carrier*  Irrespective  or  which  connection  delivered  the 
car*  to  the  Industrial  line:  and  that  to  off*et  this  the  Industrial  car- 
rier should  be  given  car-hire  credits,  and  debits  Interchangeable,  be- 
tween Its  connections. 

These  cases)  present  an  administrative  question  of  great  complex- 
ity which  demands  a  practical  solution,  the  best  way  of  securing 
which  Is  to  put  the  rules  prescribed  by  the  Commission,  as  modified. 
Into  effect  on  the  lines  Involved  and  give  them  a  fair  trial:  and  the 
Commission  should  provide  that  nothing  In  Its  report  should  be  taken 
as  precluding  any  Interested  party  after  such  a  fair  trial  has  heen 
given  the  rules  from  applying  to  the  Commission  for  a  modification 
of  Its  findings  In  the  light  of  actual  experience. 

The  Commission  should  find  that  no  evidence  has  been  submitted 
to  warrant  It  In  reversing  Its  former  holding  that  the  per  diem  and 
reclaim  agreement  Is  not  a  proper  basis  for  settlement  by  an  Indus- 
trial common  carrier  railway  for  the  use  or  detention  upon  Its  lines 
of  foreign  car*.  It  should  further  find  that  the  Chicago  Short  LJne  Is 
not  an  Industrial  railroad  and  therefore  should  not  be  required  to  ap- 
ply the  Birmingham  Southern  rules,  and  should  dismiss  that  carrier 
from  the  proceedings  In  docket  41S1  and  I.  and  8.  Docket  No.  414. 

It  should  further  find  that  the  Birmingham  Southern  rule*  as 
hereinafter  modified  are  a  proper  basis  for  settlement  of  car  hire  by 
the  Manufacturers'  Junction.  Illinois  Northern.  Pullman.  Bay  Ter- 
minal. Lake  Erie.  Lakeside  *  Marbtehead  and  Valley  railroads:  that 
the  free  time  allowed  In  Its  prior  orders  In  these  cases  Is  sufficient 
In  the  casa  of  the  four  Industrial  railroads  la*t  named,  but  thnt  In 
case  of  the  Manufacturers'  Junction.  Illinois  Northern,  and  Pullman 
railroads  a  proper  free  time  would  be  t4  hour*  In  case  of  cars  re- 


Drifton,  respectively.  Under  General  Order  28  the  rates  were 
increased  to  $1.30  and  $1.40.  They  were  computed  by  figuring 
the  increase  on  the  highest  rated  group  and  observing  the  group 
differentials  In  accordance  with  the  letter  of  General  Order  28. 
The  examiner  said  they  were  unreasonable  to  the  extent  that 
they  exceeded  $1.10  and  $1.20,  and  advised  an  award  of  repara- 
tion to  that  basis. 


RATES  ON  COAL  FROM  PENNSYLVANIA 
Examiner  I.  L.  Koch  has  recommended  the  dismissal  of  No. 
13245,  J.  L.  Schultz  &  Co.,  Inc.,  et  al.,  vs.  Lehigh  Valley,  Director- 
General,  et  al.,  on  a  holding  that  the  rates  on  coal,  from  the 
;>n;hracite  region  in  eastern  Pennsylvania  to  Skaneateles,  Rose 
Hill  and  Marcellus,  N.  Y.,  in  the  two  years  preceding  May  17, 
1919,.  on  prepared  sizes,  were  neither  unreasonable  nor  other- 
wise unlawful. 


RATE  ON  CRUDE   PETROLEUM 

Examiner  I.  L.  Koch  has  recommended  the  dismissal  of  No. 
13209,  H.  A.  Logan,  receiver  for  Warren  Oil  Company  of  Penn- 
sylvania, vs.  Director-General,  as  agent,  on  a  holding  that  the 
rate  on  crude  petroleum  in  tank  cars,  from  Beattyville,  Ky.,  to 
Wallaceburg,  Ont.,  between  November  29.  1918.  and  January  31, 
1920,  was  not  unreasonable  or  otherwise  unlawful. 


RATE  ON   RUBBER  SHODDY 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  advised  by  Examiner  G.  H.  Mattingly,  in  a  report  on 
No.  12990,  Boston  Woven  Hose  &  Rubber  Co.  vs.  N.  Y.  N.  H. 
&  H.,  Director-General  et  al.,  as  to  the  rate  on  rubber  shoddy 
from  Plymouth.  Mass..  to  East  Cambridge.  Mass.,  between  June 
25  and  July  17.  1918.  The  examiner  said  the  Commission  should 
hold  the  rate  unreasonable  to  the  extent  that  it  exceeded  2.5 
per  100  pounds. 

RATES  ON  COKE  TO  WEIRTON,  W.  VA. 
An  order  of  dismissal  has  been  recommended  by  Examiner 
H  L.  Shanafelt,  In  a  report  on  No.  13005,  Welrton  Steel  Co.  vs. 
Monongabela  et  al.,  on  a  holding  that  rates  on  coke  from  Thomp- 
son No.  1  ovens,  in  the  Connellsville  region  of  Pennsylvania,  to 
Weirton.  W.  Va..  were  not  and  are  not  unreasonable  or  other- 
wise unlawful.  A  rate  of  $2.52  was  attacked  as  unreasonable, 
and  a  rate  of  $2.10  was  asked  as  a  substitute  therefor. 


APPLICATIONS  FOR  LOANS 

Tkt   Tragic   World    Washington   Burton 

Time  for  the  filing  of  applications  by  railroad  companies 
for  loans  from  the  $300,000.000  revolving  fund  established  by 
the  transportation  act  of  1920,  so  as  to  enable  the  government 
to  help  in  putting  railroad  companies  on  their  feet  in  the  transi- 
tion period  between  the  close  of  the  war  and  the  restoration  of 
normalcy,  expired  on  the  last  day  of  February.  Applications 


In  hand  at  close  of  business  on  February  28  will  be  passed  upon 

railroads  a  proper  free  time  would  be  »«  hours  In  case  of  cars  re-  h  ,h  rnmml«»l«n  In  the  nnllnarv  rnnrap  nf  himlnpfis  hiit  nn 
reived  empty  and  returned  loaded  or  received  loaded  and  "•"•"Ifl  jfr  tn>  Commission  In  the !  ordinary  course  of  business,  but  no 
.  l»l  hours  In  the  case  of  cars  received  loaded  and  returnW^BMtlter  applications  will  be  received.  It  is  believed  the  near 
loaded  (except  cars  delivered  loaded  and  reconslgned  or  re  shipped  approach  of  the  expiration  date  caused  the  filing  of  a  number 
without  being  unloaded,  as  to  which  the  free  time  should  be  seventy-  IT  annllr»tinn«  which  hiit  for  thnt 
two  hours),  and  14  hours  In  the  case  of  car»  In  Intermediate  switch-  r  applications  which,  but  for  that 


Ing.  The  Commission  should  further  amend  the  Birmingham  South- 
ern rules,  as  applied  to  the  seven  companies  named  above,  by  pro- 
viding that  the  rub**  shall  not  apply  to  private  cars  or  to  car*  de- 
livered to  the  Industrial  carrier  through  railroad  error,  or  except  as 
herein  above  suggested  to  cars  handled  In  Intermediate  switching 
service:  that  41  Hours'  free  time  will  be  allowed  on  cars  delivered 
loaded  and  reconslgned  or  reshlpped  and  delivered  to  a  connection 
without  being  unloaded:  that  In  the  case  of  car*  destroyed,  or  held 
for  repair*,  on  the  tracks  of  the  Industrial  carrier  car  hire,  shall  ac- 
crue or  cease  In  the  same  manner  as  doe*  per  diem  under  the  con- 
temporaneous per  diem  and  Master  <'ar  Builders'  rules  of  the  Amer- 
ican Railway  Association:  and  that  debits  accruing;  on  cars  while 
hold  for  repairs  shall  be  charged  at  the  lowest  contemporaneous  de- 
murrage rate. 

It  should  further  find  that  cars  of  those  Industrial  common  car- 
rier* Interchanged  with  other  railroad*  should  he  settled  for  at  the 
mporxneou*  p«r  diem  rot'1:  nnd  that  credits  and  debits  accru- 
.nit  under  the  Birmingham  Southern  rules  should  be  Interchangeable 
as  between  the  lndu*trlsl  carrier,  on  the  one  hand,  and  Its  connec- 
tions on  the  other,  settlement  to  be  made  monthly  between  the  con- 
nection* on  the  basis  of  the  loaded  cnr*  dellver'-d  to  and  received 
from  th»  IndiiMrtal  carrier  hy  Mich  conn«  '-tlon 


RATES  ON  COAL   IN   ALABAMA 

A   holding   of  unreasonableness   during   federal    control   has 

Wen  recommended,  an  to  rate*  on  coal,  by  Examiner  J.  P.  Mc- 

•i.  in  a  report  on  No.  13092,  Sloan-Sheffield  Steel  &.  Iron  Co. 

General,   an  agent      The   traffic   in   question   moved 

from   Urookclde  and   Orifton.  Ala.,  to  Sloan.  Ala.     Prior  to  Gen- 

•   al  Order  28  the  rates  were  CO  and  70  cents  from  Brookside  and 


near  expiration,   might  not 

have  come  In  so  soon.  On  the  last  day  of  the  period  in  which 
applications  might  be  filed,  the  Commission  made  public  appli- 
cations by  the  Wheeling  &  Lake  Erie  for  a  loan  of  $600,000  for 
a  period  of  five  years,  the  money  to  be  used  to  meet  maturing 
Indebtedness.  The  company  offered  as  security  its  five  per 
cent  refunding  mortgage  bonds. 

The  Sallna  Northern  of  Kansas  asked  for  a  loan  of  $308.630 
for  a  period  of  ten  years,  the  money  to  be  used  to  retire  $164,810 
of  receivers'  certificates,  to  buy  equipment  and  make  improve- 
ments and  betterments.  The  application  was  made  by  the  re- 
ceiver for  that  company  and  he  offered  his  own  certificates  as 
security. 

The  Maxton,  Alma  &  Southbound  of  North  Carolina  asked 
for  a  loan  of  $84,290  for  five  years  to  buy  18  miles  of  rail  line 
now  leased  from  the  Seaboard  Air  Line.  It  offered  a  first  mort- 
gage on  all  its  property  as  security. 

The  Carrollton  &  Worthvllle  of  Kentucky  asked  for  a  loan 
of  $8.000  for  a  period  of  five  years  to  make  additions  and  bet- 
terments. It  offered  a  second  mortgage  on  its  property  as  se- 
curity. 

Applications  filed  March  1  were  by  the  Cadiz  Railroad,  of 
Cadiz,  Ky..  for  a  loan  of  $40,000,  for  five  years  to  pay  off  a  note 
for  a  like  amount  which  matured  February  1. 

The  Memphis,  Dallas  &  Gulf  asked  for  a  ten-year  loan  for 
$246,782  and  offered  an  issue  of  bonds  based  on  the  property 
from  Ashdown  to  Shawmut,  Ark.,  which  the  Commission  has 
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valued  as  of  June  30,  1916,  at  $676,079  on  the  basis  of  reproduc- 
tion less  depreciation.  The  company  desires  to  make  a  further 
development  of  agricultural,  timber,  mineral,  clay,  oil,  and  other 
industries  adjacent  to  its  properties. 

The  Narragansett  Pier  Railroad  Company  asked  for  a  loan 
of  $50,000  for  fifteen  years,  with  $60,000  of  its  first  mortgage 
five  per  cent  bonds  as  security.  It  desires  to  electrify  its  prop- 
erty with  the  money  so  obtained. 

Bluford  Wilson  and  Wilford  Potter  as  receivers  of  the  Chi- 
cago, Peoria  &  St.  Louis  ask  for  a  ten-year  loan  of  $1,000,000 
wherewith  to  provide  itself  with  rolling  stock  and  to  make  ad- 
ditions and  improvements.  It  offered  a  first  lien  on  all  the 
property  of  the  company  subsequent  to  an  issue  of  receivers' 
certificates  amounting  to  $230,000  and  to  another  issue  of  $115,- 
000  authorized  by  the  court  but  not  yet  outstanding. 

The  Shearwood  Railway  of  Brooklet,  Ga.,  asked  for  a  loan 
of  $15,000  for  ten  years  for  the  purpose  of  retiring  at  maturity, 
paying  taxes  and  insurance  and  making  additions  and  improve- 
ments. 

The  Northeast  Oklahoma  of  Miami,  Okla.,  asked  for  a  loan 
of  $500,000  for  a  period  of  five  years  secured  by  first  mortgage 
bonds  on  the  road  and  equipment  to  retire  $300,000  bonds  due 
April  1  and  to  retire  short-term  notes  past  due. 

The  Leavenworth  &  Topeka  Railroad  Company  has  applied 
to  the  Commission  for  a  loan  of  $100,000  for  10  years  to  enable 
it  to  refund  $60,000  of  first  mortgage  bonds  and  to  expend  $40,- 
000  on  equipment. 


PAYMENTS  TO  CARRIERS 

The  Traffic   World   Washington  Bureau 

The  United  States  Railroad  Administration  in  the  week 
ended  February  23,  made  the  following  settlements: 

Wheeling   &   Lake   Erie   Railway   Company $440.000.00 

San  Antonio,   Uvalde  &  Gulf  Railroad 210,000.00 

Western  Heater  Despatch   Company • 50,000.00 

Hamilton   Belt   Railway   Company 20,000.00 

Camas  Prairie  Railroad  Company 220,000.00 

Norfolk    Terminal    Railway    Company 4,574.66 

Salt  Lake  City  Union  Depot  and  Railroad  Company 1,359.66 

Lorain   &   West  Virginia  Railway   Company,   paid   Director- 
General    25,000.00 

Sainte  Marie  Union  Depot  Company,  paid  Director-General.       2,852.44 

White  Sulphur   &   Huntersville   Railroad   Company 3,500.00 

Tavares   &   Gulf   Railroad   Company 8,500.00 

REVENUE~FREIGHT  LOADING 

The  Traffic   World   Washington  Bureau 

According  to  reports  received  by  the  car  service  division 
of  the  American  Railway  Association,  revenue  freight  loaded 
during  the  week  ended  February  18,  1922,  amounted  to  780,924 
cars,  or  a  decrease  of  7,488  cars  under  the  loading  for  the  week 
ended  February  11,  1922.  The  loading  during  the  week  ended 
February  18,  1922,  was  an  increase  of  88,917  cars  over  the  num- 
ber of  cars  loaded  during  the  corresponding  week  of  1921.  and 
an  increase  of  8,822  cars  over  the  corresponding  week  of  1920. 
February  13  was  observed  as  a  holiday  in  some  localities. 

Loading  of  grain  and  grain  products  decreased  from  55,914 
cars  in  the  week  ended  February  11  to  54,209  cars  in  the  week 
ended  February  18;  loading  of  live  stock  increased  from  30,274 
cars  to  30,327  cars;  loading  of  coal  decreased  from  192,167  cars 
to  190,700  cars;  loading  of  coke  decreased  from  7,823  cars  to 
7,666  cars;  loading  of  forest  products  decreased  from  52,638 
cars  to  50,796  cars;  loading  of  ore  increased  from  4,015  cars 
to  4,034  cars;  loading  of  merchandise,  L.  C.  L.,  decreased  from 
222,908  cars  to  219,050  cars;  and  loading  of  miscellaneous 
freight  increased  from  222,673  cars  to  224.142  cars. 

Loading  by  districts  in  the  week  ended  February  18  and  in 
the  corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain.and  grain  products,  9,833  and  5,359; 
live  stock,  2,719  and  2,889;  coal.  46,880  and  43,630;  coke,  1,654 
and  1.056;  forest  products.  5,363  and  8,621;  ore,  569  and  654; 
merchandise,  L.  C.  L.,  60,688  and  48,511;  miscellaneous,  60,948 
and  53,634;  total  this  year,  188,654;  1921,  164,354;  1920,  164,405. 

Allegheny  district:  Grain  and  grain  products,  3.274  and 
1.871;  live  stock,  2,658  and  2,976;  coal,  54,319  and  44,239;  coke, 
3,754  and  5,051;  forest  products,  2,652  and  2,687;  ore,  781  and 
2,880;  merchandise,  L.  C.  L.,  44,977  and  38,840;  miscellaneous, 
46,093  and  46,711;  total  this  year,  158.508;  1921,  145,255;  1920, 
161,446. 

Pocahontas  district:  Grain  and  grain  products,  264  and 
155;  live  stock,  83  and  77;  coal,  24,617  and  12,912;  coke,  188 
and  279;  forest  products,  928  and  1,349;  ore,  22  and  35;  mer- 
chandise, L.  C.  L.,  5.642  and  4,283;  miscellaneous,  2,907  and 
2,495;  total  this  year,  34.651;  1921,  21,585;  1920,  30,763. 

Southern  district:  Grain  and  grain  products.  4,844  and 
4,129;  live  stock,  2,219  and  2,083;  coal,  26,719  and  21,003;  coke, 
508  and  561;  forest  products,  15,032  and  13,345;  ore,  432  and 
923;  merchandise,  L.  C.  L..  36.781  and  33,892;  miscellaneous, 
36.428  and  33.622;  total  this  year,  122,963;  1921,  109,558-  1920 
121,862. 

Northwestern    district:     Grain    and    grain    products,    13951 

and  8,768;  live  stock,  9,214  and  8,128;  coal,  9,984  and  5640-  coke 

090   and    1,381;    forest    products,    14,915    and    16.789;    ore     444 

and  1,000;   merchandise,  L.   C.  L.,  25,310  and  24,125;   miscella- 


neous, 25,356  and  25,893;  total  this  year,  100,264;  1921,  91,724; 
1920,  112,644. 

Central  western  district:  Grain  and  grain  products,  16,392 
and  11,372;  live  stock,  11,169  and  10,345;  coal,  22,857  and  16,154; 
coke,  302  and  258;  forest  products,  4,573  and  3,783;  ore,  877 
and  2,099;  merchandise,  L.  C.  L.,  29,985  and  28,086;  miscel- 
laneous, 31,244  and  29,956;  total  this  year,  117,399;  1921,  102,- 
053;  1920,  119,917. 

Southwestern  district:  Grain  and  grain  products,  5.651  and 
5,075;  live  stock,  2,265  and  1.833;  coal,  5,324  and  3,826;  coke, 
170  and  139;  forest  products,  7,333  and  6,424;  ore,  909  and  529; 
merchandise,  L.  C.  L.,  15.667  and  16,326;  miscellaneous,  21,166 
and  23.326;  total  this  year,  58,485;  1921,  57,478;  1920,  61,065. 

Total  all  roads:  Grain  and  grain  products,  54,209  and  36,- 
729;  live  stock,  30,327  and  28,331;  coal.  190,700  and  147,404; 
coke,  7,666  and  8,725;  forest  products,  50.769  and  52,998;  ore, 
4,043  and  8,120;  merchandise.  L.  C.  L.,  219,050  and  194,063; 
miscellaneous,  224,142  and  215,637;  total  this  year,  780,924;  1921, 
692,007;  1920,  772,102. 


OPERATING  INCOME  FOR  1921 

The  Traffic  World   Washington  Bureau 

The  railroads  of  the  United  States,  in  1921,  had  a  net  oper- 
ating income  of  $615,625,619,  which  was  at  the  annual  rate  of 
return  of  3.31  per  cent  on  their  tentative  valuation,  according 
to  a  compilation  made  for  the  Association  of  Railway  Executives. 
The  net  operating  income  for  the  year  hardly  more  than 
covered  their  interest  charges  and  rentals,  these  items  amount- 
ing to  $603,000,000  in  1920  and  somewhat  greater  in  1921. 

Fifty-four  railroads  consisting  of  26,022  miles  of  track,  had 
operating  deficits  in  1921,  the  deficits  for  those  roads  totaling 
$29.114,000. 

Operating  revenues  in  1921  totaled  $5,569.888,000,  a  decrease 
of  10.6  per  cent  compared  with  the  total  in  1920.  Operating 
expenses  for  the  past  year  amounted  to  $4,602.425,000,  which 
was  a  decrease  of  21.1  per  cent  compared  with  the  year  before. 
Tabulations  showed  that  $2.019,985,000  were  spent  for  mainte- 
nance expenses,  23.1  per  cent  less  than  in  1920. 

For  December,  1921,  the  net  operating  income  was  $51,510,- 
478,  which  would  be  at  the  annual  rate  of  return  of  3.44  per  cent 
Operating  revenues  for  the  month  totaled  $425,044,000,  a 
reduction  of  22.8  per  cent  compared  with  the  same  month  the 
year  before.  Operating  expenses  of  the  two  hundred  roads 
totaled  $348.973,000,  a  decrease  of  31.7  per  cent  compared  with 
December,  1920. 

Their  net  operating  income  of  $51,510,478  lacked  $38,412,522 
of  being  a  6  per  cent  return.  In  1920  their  net  operating  income 
was  $3.348,773.  In  December,  the  carriers  expended  $142,159,296 
for  maintenance  work.  34.8  per  cent  less  than  during  that  month 
the  year  before. 

Of  the  $615,625.619  net  operating  income  for  the  past  year, 
the  railroads  in  the  eastern  district  had  $271,820,000  compared 
with  a  deficit  of  $82,659,000  in  1920.  This  would  be  at  the  annual 
rate  of  return  of  3.31  per  cent  on  their  tenative  valuation,  but 
$220,240,000  below  a  6  per  cent  return. 

Complete  reports  show  that  the  railroads  in  the  southern 
district  had  a  net  operating  income  of  $56,995,000  compared  with 
$18,  443,720,  the  year  before.  This  net  operating  income  was 
equivalent  to  an  annual  rate  of  return  of  2.60  per  cent. 

Those  in  the  western  district,  the  reports  showed,  had  a 
net  operating  income  of  $286,811,000,  compared  with  $123,584,000 
in  1920,  which  would  be  at  the  annual  rate  of  return  of  3%  per 
cent. 

Complete  reports,  except  for  the  Detroit,  Toledo  &  Ironton. 
showed  that  the  carriers  in  the  eastern  district,  in  December, 
had  operating  revenues  amounting  to  $206,383,591,a  reduction  of 
24.7  per  cent  compared  with  the  same  month  the  year  before, 
while  their  operating  expenses  totaled  $165,304,515,  which  was  a 
reduction  of  34.9  per  cent  compared  with  December,  1920.  Their 
net  operating  income  was  $30,156.634  compared  with  $4,057,047 
for  December  the  year  before.  The  net  operating  income  in 
December  was  at  the  annual  rate  of  5.13  per  cent  but  fell  short 
$5.111.366  of  a  6  per  cent  return. 

The  railroads  in  the  southern  district,  in  December,  accord- 
ing to  complete  reports  filed  with  the  Commission,  had  oper- 
ating revenues  totaling  $55,070,332,  a  decrease  of  19.1  per  cent 
compared  with  December,  1920.  Operating  expenses  for  those 
carriers  totaled  $40,480,664,  a  reduction  of  40.4  per  cent  com- 
pared with  the  same  month  the  previous  year,  while  their  net 
operating  income  was  $11,209,482  compared  with  a  deficit  of 
$2,650,282  during  the  previous  December.  This  was  at  the  annual 
rate  of  return  of  4.92  per  cent  but  it  was  $2,472,518  below  a  6  per 
cent  return  on  their  tentative  valuation. 

Reports  showed  that  the  operating  revenues  for  December 
for  the  railroads  in  the  western  district  amounted  to  $163,590,011, 
a  reduction  of  21%  per  cent  compared  with  December,  1920, 
while  their  operating  expenses  totaled  $143,187,838,  a  decrease 
of  24.1  per  cent  compared  with  the  same  month  tile  year  before. 
Their  net  operating  income  totaled  $10,144,362  dompared  with 
$1,942.008  in  December,  1920.  This  amount,  which  Is  at  the  an- 
nual rate  of  return  of  1.49  per  cent  fell  short  $30,828,638  of  a 
6  per  cent  return. 
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WISCONSIN    CASE    DECISION 

Tke   Traffic   World   Washington  Bureau 

In  an  opinion  written  by  Chief  Justice  Taft,  in  No.  206,  Rail- 
road Commission  of  Wisconsin  et  al.  vs.  Chicago,  Burlington  & 
Quincy,  the  Supreme  Court  of  the  United  States,  February  27, 
unanimously  upheld  the  Interstate  Commerce  Commission  and 
the  district  court  of  the  United  States  for  the  eastern  district 
of  Wisconsin,  in  their  disposition  of  what  is  commonly  known 
as  the  Wisconsin  passenger  fares  case,  59  I.  C.  C.,  391.  That  dis- 
poses of  all  the  so-called  state  cases,  dozens  in  number. 

Only  two  questions,  according  to  the  Chief  Justice  required 
consideration  by  the  court — namely,  did  the  intrastate  fares  dis- 
criminate against  persons  in  interstate  commerce  so  as  to  jus- 
tify a  horizontal  increase  in  them  all,  and,  were  the  intrastate 
fares  an  undue  discrimination  against  interstate  commerce  as 
a  whole  which  it  was  the  duty  of  the  Commission  to  remove. 
The  unanimity  of  the  court  was  a  surprise  to  everyone.  Be- 
cause It  had  asked  for  re-argument  It  was  assumed  the  court 
was  almost  evenly  divided. 

The  court  discussed  the  questions  in  the  order  in  which 
they  were  stated,  beginning  with  Its  recital  of  the  phases  of 
the  subject  as  presented  in  the  Shreveport  case,  which,  of 
course,  was  foreshadowed  by  the  earlier  Minnesota  rate  case. 
The  Chief  Justice  said  the  Commission's  order  In  the  Wiscon- 
sin case  was  much  broader  than  Its  order  In  the  Shreveport  and 
the  Illinois  Central  cases. 

"If.  In  view  of  the  changes  made  by  federal  authority,  in  a 
large  class  of  discriminating  state  rates,  it  is  necessary  from  a 
state  point  of  view  to  change  non-dlscrlmlnating  state  rates  to 
harmonize  with  them,  only  the  state  authorities  can  produce 
such  harmony.  We  cannot  sustain  the  sweep  of  the  order  in 
this  case  on  the  showing  of  discriminations  against  persons  and 
places  alone."  the  decision  said.  That  declaration  clearly  Indi- 
cated, to  those  who  read  it,  that  the  order  would  have  to  be 
sustained.  If  at  all,  only  on  the  legislation  on  which  the  Com- 
mission founded  It.  namely  sections  13  and  15a. 

The  Chief  Justice  recited  the  facts  about  the  taking  over  of 
the  railroads  and  the  contentions  of  the  railroad  owners  that 
they  could  not  take  back  their  property  without  extensive  legis- 
lation which,  he  pointed  out.  was  enacted  by  congress  In  th. 
form  of  the  transportation  act. 

"It  is  manifest  from  this  very  condensed  recital  that  the  act 
made  a  new  departure."  said  the  Chief  Justice.  He  added  that 
the  revenue  from  state  business  must  be  adequate  else  the  rates 
on  interstate  commerce  must  be  made  higher. 

The  court  had  no  difficulty  In  dealing  with  the  question  as 
to  the  constitutionality  of  the  legislation  under  which  the  Com 
mission  acted.-  U  went  back  to  the  Minnesota  cases  to  point 
out  the  power  of  congress  to  deal  with  commerce  within  the 
states  In  the  event  what  was  done  by  a  state  caused  unlawful 
interference  with  commerce  between  the  states.  In  that  case 
the  court  indicated  that  congress  had  the  power  and  sustained 
the  Minnesota  statute  on  the  ground  that  congress  had  not 
legislated  and  therefore  the  power  of  the  state  had  not  been 
diminished  In  the  least,  except  as  limited,  of  course.  »»  Hi- 
prohibition  against  the  taking  of  property  without  due  process. 

In  disposing  of  the  case.  Chief  Justice  Taft  said: 

The  Commission's  order.  Interference  with  which  was  enjoined  by 
the   District  Court,  effects  the   removal   of   th.-   unju*t   discrimination 
found  to  exist   against  persons   In   Interstate   commerce,   and    against 
Interstate  commerce   by   fixing  a  minimum   for   Intrastate   pansencer 
fares  In  Wisconsin  at  1.1  cents  -pe*  mile  per  passenger.     This  Is  dene 
under  paragraph  4  of  section  11  of  the   Interstate  Commerce  Act.  as 
amended    by    the   Transportation    Act    of    1»20.    which    authorises    OBT 
Interstate    Commerce    Commission,    after    a    prescribed    Investlgal 
to    remove    "Any    undue   or    unreasonable    advantage,    preference    or 

•••lea  In  Intrastate  comni.-- 

commerce,  on  the  other  hand. 

. .      discrimination    against    Inter- 
state 

We  have  two  questions  to  decide. 

First.  Do  the  Intrastate  naseengiir  fares  work  undue  prejudice 
against  persons  In  Interstate  commerce,  such  as  to  Justify  a  horl- 
sontal  Increase  of  them  ant 

Second.      Are    these    Intrastate    fares    an    undue    discrimination 
Interstate  commerce  aa  a  whole  which  It  Is  the  duty  of   the 
•HOB    t,,   ,.  ,,,o%.-? 
.  shall  consider  these  In  their  order. 

First.     The  report  and   findings   of   the   Commission   undoubtedly 
show  that  the  Intrastate  fares  work  an  undue  discrimination  against 
travelers    In    Interstate   commerce   and   against   localities    (Houston    & 
Texas  Ry.  v.  United  States,  114  U.  8.  142)  In  typical  Instance*  num.  i 
ous  enough  to  Justify  a  general  finding  against  a  large  class  of  r  < 
In  a  general  order  thus  supported,  possible  Injustice  can  be  avoid. -i 
by  a  saving  clause  allowing  any  one  to  except  himself  from  the  order 
by  proper  showing.     This  practice  to  fully  sustained  by  precedent  In 
what  was  done  as  a  sequence   of  the   Hhreveport  case    (Houston   & 
Texas    Ry.    Co.    r.    United   States,   supra).     Sec.    14.    I.    C.   C.    472:    41 
I.  C.  C.  SJ;  East  Texas  R.  R.  Co.  v.  R.   R.  Commission.  242  Fed.   !:•  i 
JOO;   Looney  v.   R.   R.  Co..  247  U.  8.   214.     In   Illinois  C.    R.   R.   Co 
Public  Utilities  Commission.   146  U.   8.    491.   SO*,    this  Court   Indicated 
Its  approval  of  such  practice  which  was  adopted  by  the  Commission. 
4»  I.  C.  C.  713.     Any  rule  which  would   require  specific  proof  of  dis- 
crimination  as  to  each   fare  or  rate  and  Its  effect  would  completely 
Meek  the  remedial  purpose  of  the  statute. 

Tho  order  In  this  case,  however.  Is  much  wider  than  the  order* 
made  In  the  proceedings  following  the  Shreveport  and  Illinois  Central 
cases.  There,  aa  here,  the  report  of  the  Commission  showed  dis- 
crimination against  persons  and  localities  at  border  point*,  and  the 
Often  were  extended  to  Include  all 
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prejudice  as  between  persons  or  localities  In 
the  one  band,  and  Interstate  or  foreign  comm 
01    .ny  undue,   unreasonable  or  unjust  dlncrl 

•  t«ttt      t OMIMi^l,!^   *' 


the  8tate  to  border  point. 


rates  or  fares  from  all  points  In 

But  this  order  Is  not  so  restricted.      II 


includes  fares  between  all  interior  points  although  neither  may  be 
near  the  lK>rder  and  the  fares  between  them  may  not  work  a  dis- 
crimination against  interstate  travelers  at  all.  Nothing  in  the  prece- 
dents cited  justifies  an  order  affecting  all  rates  of  a  general  descrip- 
tion when  it  is  clear  that  this  would  Include  many  rates  not  within 
the  proper  class  or  the  reason  of  the  order.  In  such  a  case,  the 
saving  clause  by  which  exceptions  are  permitted,  can  not  give  the 
order  validity.  As  said  by  this  Court  in  the  Illinois  Central  R.  R. 
case,  "It  is  obvious  that  an  order  of  a  subordinate  agency,  such  as 
the  Commission,  should  not  be  given  precedence  over  a  state  rate 
statute,  otherwise  valid,  unless,  and  except  so  far  as.  it  conforms 
to  a  high  standard  of  certainty."  See  also  American  Express  Co.  v. 
Caldwell.  244  U.  S.  617.  627. 

If,  in  view  of  the  changes,  made  by  federal  authority.  In  a  large 
class  of  discriminating  state  rates,  it  is  necessary  from  a  state  point 
of  view  to  change  non-discriminating  state  rates  to  harmonize  with 
them,  only  the  state  authorities  can  produce  such  harmony.  We 
can  not  sustain  the  sweep  of  the  order  in  this  case  on  the  showing 
of  discriminations  against  persons  or  places  alone. 

Second.  The  report  of  the  Commission  shows  that  if  the  intra- 
state passenger  fares  in  Wisconsin  are  to  be  limited  by  the  statute 
of  that  State  to  2  cents  per  mile,  and  charges  for  extra  baggage  and 
sleeping  car  accommodations  are  to  be  reduced  in  a  corresponding 
degree,  the  net  Income  of  the  Interstate  carriers  of  the  State  will 
be  cut  six  millions  of  dollars  below  what  it  would  be  under  intra- 
state rates  on  the  same  level  with  interstate  rates.  Under  para- 
graphs 3  and  4  of  section  13  and  section  15n  as  enacted  in  sections 
41$  and  422  respectively  of  the  Transportation  Act  of  1920  (which 
are  given  In  part  in  the  margin*),  are  such  reduction  and  disparity 
an  "undue,  unreasonable  and  unjust  discrimination  against  Inter- 
state or  foreign  comnieic-"  which  the  Interstate  Commerce  Com- 
mission may  remove  by  raising  the  intrastate  fares?  A  short  refer- 
ence to  the  circumstances  Inducing  the  legislation  and  a  summary 
of  Its  relevant  provisions  will  aid  the  answer  to  this  question. 

The  Interstate  Commerce  Act  of  1887,  24  St.  379,  was  enacted 
by  Congress  to  jjrevent  interstate  railroad  carriers  from  charging 
unreasonable  rates  and  from  unjustly  discriminating  between  persons 
and  localities.  The  railroads  availed  themselves  of  the  weakness  ami 
cumbrous  machinery  of  the  original  law  to  defeat  Us  purpose,  and 
this  led  to  various  amendments  culminating  In  the  amending  Act  of 
1910.  36  St.  I..  639.  In  which  the  authority  of  the  Commission  in  deal- 
Ing  with  the  carters  was  made  summary  and  effectively  complete. 
Whatever  the  causes,  the  fact  was  that  the  carrying  capacity  of  the 
railroads  did  not  thereafter  develop  proportionately  with  the  growth 
of  the  country,  and  It  became  difficult  for  them  to  secure  additional 
Investment  of  capital  on  feasible  term*.  When  the  extraordinary 
demand  for  transportation  arose  Iq  1917,  the  Congress  and  the  Presi- 
.!•  nt  concluded  to  take  over  all  the  railroads  Into  the  management  of 
the  Federal  Government,  and  by  Joint  u*c  of  facilities,  which  the 
Anti-Trust  Law  was  thought  to  forbid  under  private  management  and 
liy  use  of  Government  credit,  to  Increase  their  effectiveness.  This 
was  done  by  appropriate  jegl*latlon  and  executive  action  under  the 
war  power.  From  January  1,  1918,  until  Mnrch  1.  1920,  when  the 
Transportation  Act  went  Into  effect,  the  common  carriers  by  steam 
railroad  of  the  country  were  operated  by  the  Federal  Government, 
to  the  rapid  rise  In  the  prices  of  material  and  labor  In  1918  and 
1919.  the  expense  of  their  operation  had  enormously  Increased  by  the 
time  It  was  proposed  to  return  the  railroads  to  their  owners.  The 
owners  Insisted  that  then  properties  could  not  be  turned  back  to 
II.. -in  by  the  (lov-min. -nt  f"i  i  •  ful  operation  without  provision  to 
aid  HI-HI  ti>  in— t  a  situation  In  which  they  were  likely  to  face  a 
demoralising  lack  of  ci.-dlt  and  Income.  Congress  acquiesced  In  this 
view  The  Transportation  Act  of  1920  was  the  result.  It  was  adopte.l 
after  elaborate  Investigations  hy  the  Interstate  Commerce  Commit- 
tees of  the  two  Houses. 

I'nder  Title  II  It  made  provlnlon  for  the  termination  of  federal 
control  Mar.-h  1.  1920.  fi.r  th.  i. -funding  of  the  carriers'  lndel>t>-,|. 
ness  to  the  I  'niteii  St;U>  ».  and  for  a  guaranty  for  six  months  to  tin- 
carriers  of  an  ;unl  to  the  war-time  rental  for  their  proper- 
II.*  and  directed  that  for  two  years  following  the  termination  of 
federal  control  tary  of  the  Treasury,  upon  certificate  of  the 
Commission,  might  make  loans  to  the  carriers  not  exceeding  the 
maximum  amount  recommended  In  the  certificate,  out  of  a  revolving 
"f  I300.WH' 

I'nder  Title  IV.  amendment*  w.-r.  nuide  to  the  Interstate  Com- 
in, -M-  Aet  which  Included  section  13,  paragraphs  3  and  4,  and  sec- 
tion 16a.  already  quoted  In  the  margin.  The  former  for  the  first  time 
authorises  the  Commission  to  deal  directly  with  Intrastate  rates 
wher.  -  unduly  dlncrlmlnatlng  against  Interstate  commerce— 

a  power  already  Indirectly  exercised  a*  to  persons  and  localities,  with 
approval  of  this  Court  In  the  Shi.-v-port  and  other  cases.  The  latter, 
the  mo*t  novel  and  most  Important  feature  of  the  act.  requires  the 
' '"iMinls*ion  *o  to  prcKcrlhe  rates  as  to  enable  the  carriers  as  a  whole 
or  in  groups  sele.  t.-.l  l>>  th-  Commission,  to  earn  an  aggregate  annual 

iilwa>    operating  Incmn inul  to  a  fair  return  on  the  aggregate 

••jflEe  of  the  railway   property  used  In  transportation.     For  two  years, 
-turn   i-   to  I,-  f>H   per  cent,   with   '*   per  cent  for  Improvements, 
and   th.-reiifier   i*   to   lie   n\-,|    In    tin-   Commission. 

The  act  sought  to  tvoM  •  \,  c**lve  Incomes  accruing,  under  the 
operation  of  -  •>.  to  the  carriers  better  circumstanced  by 

lining  the  excess  for  loan*  to  the  other*  and  for  other  purposes.  The 
net  further  put  under  the  control  of  the  Interstate  Commerce  Com- 
mission 1st.  the  Issuing  of  future  railroad  securities  hy  the  Inter- 
state carriers:  2nd.  the  regulation  of  their  car  supply  and  distribution 
and  the  Joint  use  of  terminals:  and.  3rd,  their  construction  of  new 
line*,  and  their  abandonment  of  old  lines.  The  validity  of  some  of 
these  provisions  has  been  questioned.  I'pon  that  we  express  no 
opinion.  We  only  refer  to  them  to  show  the  *cope  of  the  congressional 
purpose  In  the  act. 

It  Is  manifest  from  this  very  condensed  recital  that  the  act  made 
a  new  departure.  Theretofore  the  control  which  Congress  through 
the  Interstate  Cummer.-.-  Commission  exercised  was  primarily  for 
the  purpose  of  preventing  Injustice  hy  unreanonable  or  discriminatory 
rates  against  person*  and  localise*,  and  the  only  provisions  of  the 
law  that  inured  to  the  l»-neflt  of  the  carriers  were  the  requirement 
that  the  rates  should  l«  reasonable  In  the  sense  of  furnishing  an  ade- 
quate compensation  for  the  particular  service  rendered  and  the  aboli- 
tion of  rebates.  The  new  measure  imposed  an  affirmative  duty  on 
tlie  Interstate  COIIUM-I--  Commission  to  fix  rates  and  to  take  other 
important  steps  to  maintain  an  adequate  railway  service  for  the 
people  of  the  united  State*.  Thl*  Is  expres»ly  declared  In  section  loa 
to  be  one  of  the  purpone*  of  the  bill. 

Intrastate  rate*  and  the  Income  from  them  must  play  a  most 
important  part  In  maintaining  an  adequate  national  railway  system, 
Twenty  per  cent  of  the  gross  freight  receipts  of  the  railroads  of  the 
country  are  from  lntra*tnle  traffic,  and  50  per  cent  of  the  passenger 
receipts.  The  ratio  of  the  gross  Intrastate  revenue  to  the  Interstate 
revenue  is  a  little  less  than  one  to  three.  If  the  rates,  on  which  such 
ipts  are  based,  nre  to  be  fixed  at  a  substantially  lower  level  than 
In  Interstate  traffic,  the  share  which  the  Intrastate  traffic  will  con- 
tribute will  be  proportionately  le*«.  If  the  railways  are  to  earn  a 
fixed  net  percentage  of  Income,  the  lower  the  intrastate  rate*,  tii. 
higher  the  Interstate  rates  may  have  to  be.  The  effective  operation 
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of  tlii'  act  will  reasonably  and  justly  require  that  intrastate  traffic 
.-iiniilil  pay  a  lair  proportionate  share  of  the  cost  of  maintaining  an 
adequate  railway  systeni.  Section  15a  confers  no  power  on  the  Com- 
mission to  deal  with  intrustute  rates.  What  is  done  under  that  sec- 
tion is  to  be  done  by  the  Commission  "in  the  exercise  of  its  powers 
to  prescribe  Just  and  reasonable  rates,"  i.  e.,  powers  derived  from 
previous  amendments  to  tne  Interstate  Commerce  Act,  which  have 
never  been  construed  or  used  to  embrace  the  prescribing  of  intrastate 
rates.  When  we  return  to  paragraph  4,  section  13a,  however,  and  find 
the  Commission  lor  the  hrst  time  vested  with  a  direct  power  to 
remove  "any  undue,  unreasonable,  or  unjust  discrimination  against 
interstate  or  foreign  commerce,"  it  is  impossible  to  escape  the  dove- 
tail relation  between  that  provision  and  the  purpose  of  section  15a. 
If  that  purpose  is  interfered  with  by  a  disparity  of  intrastate  rates, 
the  Commission  is  authorized  to  end  the  disparity  by  directly  remov- 
ing it,  because  it  is  plainly  an  "undue,  unreasonable,  and  unjust  dis- 
crimination against  interstate  or  foreign  commerce,"  within  the  ordi- 
nary meaning  of  those  words. 

Counsel  for  appellants,  not  able  to  satisfy  their  meaning  by  the 
suggestion  of  any  other  discrimination  to  which  they  apply,  are  forced 
to  the  position  that  the  words  are  tautological  and  a  mere  repetition 
01  "any  undue  or  unreasonable  advantage,  preference  or  prejudice  as 
between  persons  and  localities  in  intrastate  commerce  on  the  one 
hand  and  interstate  or  foreign  commerce  on  the  other  hand,"  which 
pieeede  them.  Jn  view  of  their  apt  application  to  the  most  important 
purpose  of  the  legislation.  we  are  not  at  liberty  to  take  such  a  view. 
if  "undue,  unreasonable  and  unjust  discrimination  against  interstate 
or  foreign  commerce"  are  tautological,  why  are  they  followed  by  the 
phrase  "wlin-h  is  hereby  prohibited  and  declared  to  be  unlawful"? 
i'o  accompany  a  meaningless  phrase  with  words  of  such  special  em- 
phasis would  be  unusual. 

It  is  urged  that  in  previous  decisions,  notably  the  Minnesota  Rate 
Cases,  230  U.  S.  352,  the  Shreveport  case,  supra,  and  the  Illinois  Cen- 
tral case,  supra,  the  expression  "unjust  discrimination  against  inter- 
state commerce"  was  oiten  used  when,  as  the  law  then  was,  it  could 
only  mean  discrimination  as  between  persons  and  localities,  and 
therefore  that  it  is  to  be  given  the  same  limited  meaning  here.  But, 
here,  the  general  words  are  used  after  discrimination  against  persons 
and  localities  have  been  specifically  mentioned.  The  natural  inference 
is  that  even  if  they  include  what  has  gone  before,  they  mean  some- 
thing more.  When  we  find  that  they  aptly  Include  a  kind  of  dis- 
crimination against  interstate  commerce  which  the  operation  of  the 
new  act  for  the  first  time  makes  important  and  which  would  seriously 
obstruct  its  chief  purpose,  we  cannot  ignore  their  necessary  effect. 

Counsel  for  appellants  are  driven  by  the  logic  of  their  position  to 
maintain  that  the  valuation  required  for  the  purposes  of  section  15a 
to  be  ascertained  pursuant  to  section  19a  of  the  Interstate  Commerce 
Act  (37  Stat.  L.  701;  amended  41  Stat.  L.  493),  is  to  be  only  of  that 
part  of  the  property  and  equipment  of  the  interstate  ca'rriers  which 
is  used  in  commerce  among  the  States  and  must  be  segregated  from 
that  used  In  intrastate  commerce.  This  is  contrary  to  the  construc- 
tion which  since  the  enactment  of  section  19a.  March  1,  1913,  the 
Commission  has  put  upon  that  section  in  carrying  out  its  injunction. 
It  is  inadmissible.'  The  language  of  section  15a  refutes  such  inter- 
pretation. The  percentage  is  to  be  calculated  on  "the  aggregate 
value  of  the  railway  property  of  such  carriers  held  for  and  used  in 
the  service  of  transportation."  To  impose  on  the  Commission  the 
duty  of  separating  property  used  in  the  two  services  when  so  much 
of  it  is  used  in  both,  and  to  do  this  in  a  reasonably  short  time  for 
practical  use,  as  contemplated  by  the  state,  would  be  to  assign  it  a 
well-nigh  impossible  task.  This,  of  itself,  prevents  our  giving  the 
words  such  a  construction  unless  they  clearly  require  it.  They  cer- 
tainly do  not. 

It  is  objected  here,  as  it  was  in  the  Shreveport  case,  that  orders 
of  the  Commission  which  raise  the  intrastate  rates  to  a  level  of  the 
interstate  structure,  violate  the  specific  proviso  of  the  original  Inter- 
state Commerce  Act  repeated  in  the  amending  acts,  that  the  Com- 
mission is  not  to  regulate  traffic  wholly  within  a  State.  To  this,  the 
same  answer  must  be  made  as  was  made  in  the  Shreveport  case 
(234  U.  S.  342,  358),  that  such  orders  as  to  intrastate  traffic  are 
merely  incidental  to  the  regulation  of  interstate  commerce  and  neces- 
sary to  its  efficiency.  Effective  control  of  the  one  must  embrace 
some  control  over  the  other  in  view  of  the  blending  of  both  in  actual 
operation.  The  same  rails  and  the  same  cars  carry  both.  The  same 
men  conduct  them.  Commerce  is  a  unit  and  does  not  regard  state 
lines,  and  while  under  the  Constitution,  interstate  and  intrastate 
commerce  are  ordinarily  subject  to  regulation  by  different  sover- 
eignties, yet  when  they  are  so  mingled  together  that  the  supreme 
authority,  the  Nation,  cannot  exercise  complete  effective  control  over 
interstate  commerce  without  incidental  regulation  of  intrastate  com- 
merce, such  incidental  regulation  is  not  an  invasion  of  state  authority 
or  a  violation  of  the  proviso. 

Great  stress  is  put  on  the  legislative  history  of  the  Transporta- 
tion Act  to  show  that  the  bill  was  not  intended  to  confer  on  the 
Commission  power  to  remove  any  discrimination  against  interstate 
commerce  involved  in  a  general  disparity  between  interstate  and 
intrastate  rates.  Committee  reports  and  explanatory  statements  of 
members  in  charge  made  in  presenting  a  bill  for  passage  have  been 
held  to  be  a  legitimate  aid  to  the  interpretation  of  a  statute  where 
its  language  is  doubtful  or  obscure.  Duplex  Co.  v.  Deering,  254  U.  S. 
443,  475.  But  when  taking  the  act  as  a  whole,  the  effect  of  the  lan- 
guage used  is  clear  to  the  Court,  extraneous  aid  like  this  can  not 
control  the  interpretation.  Pennsylvania  R.  R.  Co.  v.  International 
Coal  Co.,  230  U.  S.  184,  198.  Caminetti  v.  United  States,  242  U.  S'.  470, 
490.  Such  aids  are  only  admissible  to  solve  doubt  and  not  to  create  it. 
For  the  reasons  given,  we  have  no  doubt  in  this  case. 

Counsel  for  the  appellants  have  not  contested  the  constitutional 
validity  of  the  statute  construed  as  we  have  construed  it,  although 
the  counsel  for  the  state  commissions  whom  we  permitted  to  file 
briefs  as  amici  curiae  have  done  so.  The  principles  laid  down  by 
this  court  in  the  Minnesota  Rate  Cases,  230  U.  S.  352  432  433  the 
Shreveport  case,  234  U.  S.  342,  351.  and  the  Illinois  Central  case,  245 
U.  S.  493,  506,  which  are  rates  cases,  and  in  the  analogous  cases  of 
Baltimore  &  Ohio  U.  R.  Co.  v.  Interstate  Commerce  Commission  221 
U.  S.  612,  618;  Southern  Ry.  Co.  v.  United  States.  222  U.  S.  20,  26  27- 
Second  Employers'  Liability  Cases,  223  U.  S'.  1  48,  51,  we  think  leave 
no  room  for  discussion  on  this  point.  Congress  in  its  control  of  its 
interstate  commerce  system  is  seeking  in  the  Transportation  Act  to 
make  the  system  adequate  to  the  needs  of  the  country  by  securing 
for  it  a  reasonable  compensatory  return  for  all  the  work  It  does  The 
States  are  seeking  to  use  that  same  system  for  intrastate  traffic 
That  entails  large  duties  and  expenditures  on  the  interstate  com- 
merce system  which  may  burden  it  unless  compensation  is  received 
for  the  intrastate  business  reasonably  proportionate  to  that  for  the 
interstate  business.  Congress  as  the  dominant  controller  of  inter- 
state commerce  may,  therefore,  restrain  undue  limitation  of  the 
earning  power  of  the  Interstate  commerce  system  in  doing  state 
work.  The  affirmative  power  of  Congress  in  developing  interstate 
commerce  agencies  is  clear.  Wilson  v.  Shaw.  204  U.  S.  24;  Luxton  v 
North  River  Bridge  Co.,  153  U.  S.  525:  California  v.  Pacific  Railroad 
Company,  127  U.  S.  1,  39.  In  such  development,  it  can  impose  any 
reasonable  condition  on  a  State's  use  of  interstate  carriers  for  intra- 


state commerce.  It  deems  necessary  or  desirable.  This  is  because  of 
the  supremacy  of  the  national  power  in  this  field. 

In  Minnesota  Kate  Cases,  230  U.  S.,  where  relevant  cases  were 
carefully  reviewed,  it  was  said,  p.  399:  "The  authority  of  Congress 
extends  to  every  part  of  interstate  commerce,  and  to  every  Instru- 
mentality or  agency  by  which  It  is  carried  on;  and  the  full  control 
by  Congress  of  the  subjects  committed  to  its  regulation  is  not  to  be 
denied  or  thwarted  by  the  commingling  of  interstate  and  intrastate 
operations.  This  is  not  to  say  that  the  Nation  may  deal  with  the 
internal  concerns  of  the  State,  as  such,  but  that  the  execution  by 
Congress  of  its  constitutional  power  to  regulate  interstate  commerce 
is  not  limited  by  the  fact  that  intrastate  transactions  may  have 
become  so  interwoven  therewith  that  the  effective  government  of  the 
former  incidentally  controls  the  latter.  This  conclusion  necessarily 
results  from  the  supremacy  of  the  national  power  within  its  ap- 
pointed sphere." 

It  is  said  that  our  conclusion  gives  the  Commission  unified  con- 
trol of  interstate  and  intrastate  commerce.  It  is  only  unified  to  the 
extent  of  maintaining  efficient  regulation  of  interstate  commerce 
under  the  paramount  power  of  Congress.  It  does  not  involve  general 
regulation  of  intrastate  commerce.  Action  of  the  Interstate  Com- 
merce Commission  in  this  regard  should  be  directed  to  substantial 
disparity  which  operates  as  a  real  discrimination  against,  and  ob- 
struction to,  interstate  commerce,  and  must  leave  appropriate  dis- 
cretion, to  the  state  authorities  to  deal  with  intrastate  rates  as  be- 
tween themselves  on  the  general  level  which  the  Interstate  Commerce 
Commission  has  found  to  be  fair  to  interstate  commerce. 

It  may  well  turn  out  that  the  effect  of  a  general  order  in  increas- 
ing all  rates,  like  the  one  at  bar,  will,  in  particular  localities,  reduce 
income  Instead  of  increasing  it,  by  discouraging  patronage.  Such 
cases  would  be  within  the  saving  clause  of  the  order  herein,  and 
make  proper,  an  application  to  the  Interstate  Commerce  Commission 
for  appropriate  exception.  So,  too,  in  practice  when  the  state  com- 
missions shall  recognize  their  obligation  to  maintain  a  proportionate 
and  equitable  share  of  the  income  of  the  carriers  from  intrastate 
rates,  conference  between  the  Interstate  Commerce  Commission  and 
that  state  commissions  may  dispense  with  the  necessity  for  any  rigid 
federal  order  as  to  the  intrastate  rates,  and  leave  to  the  state  commis- 
sions power  to  deal  with  them  and  increase  them  or  reduce  them  in 
their  discretion. 

The  order  of  the  District  Court  granting  the  interlocutory  injunc- 
tion is  affirmed. 


BECK  COMMENTS  ON  DECISION 

The   Traffic   World   Washington  Bureau 

Solicitor-General   Beck   made   the   following   statement   with 
regard  to  the  Wisconsin  case: 

The  government  is  naturally  gratified  at  this  signal  vindication  of 
the  underlying  theory  of  the  transportation  law  of  1920.  That  law 
dtalt  in  a  larger  way  than  any  preceding  legislation  with  the  essential 
unity  of  commerce.  The  court  recognizes  that  for  many  purposes  under 
that  law,  to  quote  the  words  of  the  Chief  Justice,  that  "commerce 
is  a  unit  and  does  not  regard  state  lines."  The  court  holds  that  this 
is  true  whenever  interstate  and  intrastate  commerce  are  "so  min- 
gled together"  as  to  require  an  incidental  regulation  of  intrastate 
commerce  to  maintain  interstate  carriers  as  effective  instrumentalities 
of  commerce.  The  transportation  act  is  based  upon  the  theory  of  such 
mii'gling  as  an  economic  fact.  In  the  matter  of  mechanical  power  and 
in  financing,  economic  laws  have  unified  commerce,  so  that  the  divis- 
ible duality,  which  once  existed,  is  now  for  many  purposes  an  indi- 
visible unit.  This  makes  it  possible  for  Congress,  in  this  and  any 
other  legislation,  to  maintain  an  efficient  system  of  interstate  carriers, 
even  though  it  is  necessary  to  exercise  an  incidental  but  paramount 
control  of  intrastate  commerce.  This  notable  decision  is  a  great  step 
forward  in  solving  the  great  problem  of  transportation." 


BENTON  COMMENTS  ON  DECISION 

The   Traffic   World    Washington  Bureau 

Assuming  that  Senator  Cummins  and  other  Congress  lead- 
ers meant  what  they  said  when  they  declared  that  sections  13 
and  15a  of  the  interstate  commerce  act,  passed  in  1920,  were 
intended  to  do  no  more  than  embody  the  principles  enunciated 
by  the  Supreme  Court  of  the  United  States  in  the  Shreveport 
Case,  the  National  Association  of  State  Railway  and  Utility 
Commissioners  intend  to  press  for  the  passage  of  bills  repeal- 
ing the  parts  of  the  interstate  commerce  law  on  which  the  Com- 
mission founded  its  orders  sustained  by  the  Supreme  Court  in 
the  Wisconsin  and  New  York  cases. 

Hearings  on  the  Sweet  Bill,  H.  R.,  6861.  have  been  going  on 
since  February  23.  John  E.  Benton,  General  Solicitor  for  the 
National  Association  of  State  Railway  and  Utility  Commission- 
ers, W.  D.  B.  Ainey,  chairman  of  the  Pennsylvania  Public  Serv- 
ice Commission,  and  Governor  Allen,  of  Kansas,  are  among 
those  who  have  been  heard  in  advocacy  of  legislation  restoring 
the  law  as  it  was  prior  to  the  legislation  of  1920.  The  state 
commissioners  have  not  specifically  endorsed  the  Capper  or 
Sweet  bills,  because  each  goes  a  bit  farther  than  they  profess 
to  desire  to  go. 

In  his  testimony  Chairman  Ainey  said  the  Pennsylvania 
commission  was  not  objecting  to  a  deprivation  of  power  over 
railroad  rates,  but  merely  objecting  to  the  centralization  of 
regulation  in  Washington.  He  said  the  Pennsylvania  commis- 
sion would  have  enough  to  occupy  its  mind  if  it  were  never 
called  upon  to  deal  with  a  single  railroad  rate.  He  said  the 
United  States,  however,  could  not  be  run  on  the  theory  that 
every  local  situation  could  be  dealt  with  in  Washington.  He 
said  that  only  recently  Philadelphia  had  presented  a  matter  to 
the  federal  commission  and  received  a  letter  from  that  body 
saying  that  it  could  not  deal  with  the  situation  in  terms  affect- 
ing only  Philadelphia  but  would  have  to  think  of  it  as  affecting 
Seattle.  San  Francisco,  St.  Louis  and  Chicago. 

The  State  commissioners  are  relying  to  a  considerable  ex- 
tent for  the  success  of  their  legislative  efforts  to  render  the 
Wisconsin  passenger  fare  case  decision  of  no  effect  upon  the 
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declarations  made  by  Senator  Cummins,  when  he  was  comment- 
ing upon  what  the  Commission  had  done  to  New  York  state  pas- 
senger fares,  and  particularly  the  declarations  he  made  in  the 
hearings  before  the  Senate  committee  on  interstate  commerce, 
between  October  4  and  November  2,  1921.  In  one  of  tho>:e  hear- 
ings Senator  Stanley,  of  Kentucky,  repeating  what  Mr.  Benton 
had  said  as  to  what  the  Commission  had  done,  said  it  appeared 
that  the  Commission  was  impressed  with  the  idea  that  a  duty 
had  been  imposed  upon  It  so  to  arrange  rates  as  to  provide  a 
six  per  cent  return. 

"And  I  agree  with  the  Chairman  (Senator  Cummins)  that 
there  was  no  such  intention  upon  the  part  of  the  framers  of 
the  law,"  said  Senator  Stanley. 

"There  was  no  such  intention,  and  there  is  nothing  in  the 
act  that  could  lead  any  reasonable  person  to  any  such  conclu- 
sion as  that,"  said  Senator  Cummins.  "If  they  (the  Commis- 
sioners) have  done  that,  then  as  far  as  I  am  concerned,  why  the 
quicker  It  Is  undone  the  better  it  will  be  for  the  country." 

Another  quotation  from  utterances  of  Senator  Cummings. 
upon  which  the  state  commissioners  are  relying  to  bring  about 
a  repeal  of  the  legislation  which  has  been  construed  In  favor  of 
the  power  the  Commission  exercised  in  his  declaration  in  the 
same  hearings  that  "the  acts  or  the  conduct  of  the  Interstate 
ommisslon  Is  that  they  have  apparently  miscon- 
ceived the  law  and  have  gone  forward  and  have  taken  posses- 
slon  of  the  entire  state  field  without  any  evidence  of  the  par- 
ticular discrimination  which  the  act  was  Intended  to  rem<> 
Another  declaration  made  by  the  Senator  was  that  "the  only 
change  that  we  made,  the  only  one  I  understood  we  were  mak- 
ing, was  to  put  In  the  act  these  provisions  in  regard  to  giving 
the  Interstate  Commerce  Commission  the  power,  the  authority 
which  it  did  not  have  before,  to  substitute  or  prescribe  a  rate 
for  the  future  to  lake  the  place  of  the  rate  which  had  been 
found  to  be  unduly  preferential  or  give  unreasonable  advantage 
to  one  person  or  locality.  I  never  dreamed  that  the  Commis- 
sion would  declare  a  rate  discriminatory  as  against  Interstate 
commerce  unless  It  had  Investigated  that  particular  rate  anil 
ih>-  traffic  which  moved  under  it.  and  found  that  It  did  unjustly 
and  unreasonably  work  to  the  disadvantage  of  the  people  out- 
side of  the  state  who  were  doing  the  -ain>-  kin<*,  of  business. 
That  was  our  Idea,  I  am  sure.  Now  this  blanketing  the  whole 
country  with  a  uniform  advance  in  state  rates,  that  Is.  by 
groups.  Is  the  thing  that  has  done  all  this  harm  " 

The  position  of  the  stale  commissioners.  It  Is  believed,  was 
accurately  put  before  the  public  in  a  statement  Issued  by  Mr. 
Benton.  by  way  of  comment  on  the  Supreme  Court's  decision 
In  that  statement,  Mr.  Benton  said: 

The  Supreme  Court  ha*  put  squarely  up  to  Congress  the  respon- 
sibility of  iire-rrviim  'he  power*  of  the  jitatea. 

The  decision  Is  sweeping  •  *  to  the  board  power  of  Congress  when 
with  Interstate  carrier*  to  Ml  aside  Mate  rates.     It  hold*,  too. 


GENERAL  RATE  INQUIRY 


•pen  a  technical  construction  of  words  In  trV  that 

Congresa  has  committed   that  treroendous   power   to  the  Commission. 
under  which  the  Commission  has  already  made  15  »t.-.  • 
Including  vastly  more  than  half  the  population  of  the  Union. 

It  is  unfortunate  that  the  Court  felt  Impelled  to  close  Its  eye*  to 
the  proceedings  In  Congress  that  show  that  Congress  never  Intended 
to  accomplish  any  such  result.  The  cormniit.  .•  reports  and  the  decla- 
rations or  Senator  Cummins  snd  other  noponclbU  authom  of  the  Esch- 
Cummln*  bill,  made  when  the  bill  was  on  Its  passage,  show  this. 
the  court  s*y»  uttee  reports  and  explanatory  statements  of 

member*  In  charge,  made  In  presenting  a  bill  for  passage,  have  been 
held  to  be  a  legitimate  aid  to  the  Interpretation  of  a  statute  where  Its 
language  is  doubtful  or  obscure.  •  Hut  when  taking  the  act  as  a 
whole,  the  effect  of  the  language  used  Is  clear  to  the  court,  extraneous 
aid  like  this  cannot  control  the  -Interpretation." 

fltate  commissions  and  organixatlon*  of  shippers  Interested  In  the 
preservation  of  local  agencle*  for  the  regulation  of  state  rates  arW 
set-rice  were  assured,  and  the  Congress  lUelf  was  assured,  when  the 
Ksch-Cummlns  bill  was  presented  for  passage,  that  It  did  not  destroy 
state  power.  It  Is  now  held  that  It  does.  The  remedy  I*  with  Con- 
gre**  Henrlng*  on  bills  to  amend  the  act  so  as  to  preserve  to  In- 
state* their  accustomed  power  of  regulation  have  already  been  held 
•  Senate  committee,  and  at  thl*  very  time  are  In  progress 

—  Committee  on  Interstate  and  Foreign  Commerce, 
ourt  has  derided  the  extent  of  the  power  of  Congress.     It  Is 
for  Congress   Itself  to  determine   to  wh.-it    extent   that  power  shall   be 
-  ,    ,     ..   • 


CAR  SURPLUS  AND  SHORTAGE 

Tkt    Trtfe   World    Wukingion   Burttu 

Reports  received  by  the  Car  Sen.,.  In  vision  of  the  Ani.-ri 
can  Railway  Association  show  that,  on  February  16.  a  total  of 
449.81*  freight  cars  were  Idle  because  of  busiuess  conditions. 
compared  with  467,997  on  February  8.  a  reduction  of  is. 178  cars. 
Surplus  cars,  that  is  cars  In  good  repair  an.l  immediately 
available  for  service  If  necessary  to  meet  traffic  conditions, 
represented  278.481  cars  of  the  total,  while  the  remaining  171.33H 
represented  the  number  of  Idle  freight  cars  needing  repairs 
in  excess  of  the  number  normally  regarded  as  being  in  bad  order 
Surplus  box  cars  numbered  104,513,  February  IS,  a  reduction 
within  a  week  of  17.015  cars,  while  surplus  coal  cars  totaled 
112.050.  which  was  a  reduction  of  11.069  within  the  same  period. 
Surplus  coke  cars  amounted  to  3.7"fi.  an  Increase  of  218  since 
February  x.  while  an  Increase  of  1.275  was  reported  for  stork 
can  within  the  same  (period  which  brought  the  totnl  for  that 
class  up  to  21.181  cars. 
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Distribution  of  products  by  truck  received  conaiderable  at- 
tention from  Mr.  Roberts,  the  assistant  traffic  manager  ^TthP 
Standard  of  California  at  Uie  February  23  seBPjftn  ftf  fh"  r0""-'1 
rate  inquiry  in  Washington.  Since  the  1920  increase  in  rates,  he 
said,  tank  trucks  could  handle  products  much  cheaper  than  the 
railroads  at  many  pouts.  Tank  trucks  he  said,  operated  from  14 
points  to  over  400  filling  stations  more  economically  than  the 
railroads.  The  4.5  cent  increase  in  rates  authorized  by  freight 
rate  authority  No.  96,  he  said,  would  have  destroyed  the  efficiency 
of  the  400  stations.  To  illustrate  his  point,  he  said  the  freight 
rate  authority  mentioned,  authorizing  a  4.5  cent  addition  to  the 
rates,  added  that  amount  for  a  haul  of  3  miles  from  LakevieW 
to  South  Tacoma.  Wash.  He  said  that  unless  the  railroads  re- 
moved that  4.5  cent  increase,  the  company  would  move  its  plant 
from  Lakeview  to  South  Tacoma,  and  thus  avoid  that  big  increase 
in  the  volume  of  the  rate,  although  moving  the  station  would 
cost  $100,000.  That  expense,  however,  he  said,  would  be  less 
than  the  cost  imposed  by  the  specific  increase  in  the  rate. 

Although  the  California  industry,  according  to  its  resolu- 
tion, asked  for  only  a  15  per  cent  reduction  in  the  rate,  the 
witness  said  that  that  would  not  be  enough.  He  said  elimination 
of  the* 25  per  cent  increase  made  by  Ex  Parte  74  would  not 
cure  the  maladjustment  of  the  short-haul  rates,  nor  would  the 
elimination  of  the  increase  of  4.5  cents  authorized  by  freight 
rate  authority  No.  96  cure  the  maladjustment  of  the  long  haul 
rates.  Therefore,  he  said,  there  should  be  not  only  a  reduction 
of  15  per  cent,  but  also  the  elimination  of  the  4.5  cent  specific. 

Answering  a  question  by  Commissioner  Esch,  the  witness 
said  he  did  not  regard  the  development  of  hydro-electric  power 
as  the  creation  of  competition.  On  the  contrary  he  said  the 
Pacific  coast  wanted  such  power  developed  because  it  would 
bring  people  there  and  people  were  needed. 

Commissioner  Hall  asked  If  coal  from  Alaska  would  help. 
The  witness  said  it  would.  If  It  were  delivered  cheap  enough. 
Me  said  more  coal  on  the  Pacific  coast  would  not  help  the  oil 
business  In  any  way  that  he  could  see. 

High  Rate  Said  to  Hurt  Oil  Business 

General  Order  28  and  Ex  Parte  74,  according  to  W.  II.  Reed, 
traffic  manager  for  the  I'nion  Petroleum  Company  of  Delaware, 
localized  the  industry  and  went  far  to  produce  the  stagnation 
now  prevailing.  He  was  a  witness  for  the  American  Petroleum 
Institute.  He  said  100  refineries  had  to  close  on  account  of  the 
increases.  Prior  to  General  Order  28,  the  advantage  of  location 
near  points  of  heavy  consumption,  was  not  seriously  thought 
of.  That  la.  the  freight  rate  was  not  so  important  a  factor  as 
now,  he  said.  The  advance  caused  by  Ex  Parte  74,  he  said, 
placed  Invisible  barriers  around  many  refineries.  That  advance, 
he  said,  was  more  serious  in  its  effect  upon  small  refineries 
not  having  pipe  line  facilities,  than  upon  the  larger  ones. 

The  witness  recommended  an  adjustment  of  rates  which 
would  restore  what  be  called  a  neutral  zone  in  the  center  of  I  ho 
country,  in  which  the  principal  markets  could  compete.  He 
called  It  a  neutral  zone,  using  the  adjective  in  the  sense  that 
the  territory  could  not  be  described  as  being  tributary  to  any 
group  of  refiners.  To  show  what  he  meant,  he  went  into  an 
intricate  operation  of  combining  rail  and  ocean  rates,  on  which 
crude  petroleum  could  be  moved  to  the  refineries  and  the  prod- 
ucts cut.  At  present  that  territory  is  very  narrow,  the  indus- 
try being,  as  he  said,  localized.  Answering  a  question  by  Mr. 
Mr.  Reed  said  the  benefit  to  the  railroads  in  increased 

less  would  more  than  offset  losses.  Business  now  going 
from  Gulf  ports  to  the  East  by  water  would  probably  be  re- 
turned to  all-rait  routes,  he  said. 

Some  Pittsburgh  steel  plants,  he  said,  stopped  using  fuel  oil 
when  the  rates  went  so  high,  converting  the  fire  boxes  so  as  to 
burn  coal.  The  state  of  Georgia  was  used  as  an  illustration  by 
the  witness  to  show  the  operations  of  one  large  company.  In 

1920  he  said  90  per  cent  of  Its  product  moved  all-rail  while  in 

1921  only   31    per  cent    moved   by   rail.     Thousands  of  carloads 
that  used  to  move  all-rail  across  the  country  were  now  moving 
In  tankers,  he  said.     He  said  that  pre-war  a  large  volume  of 
low  grade  oil  moved  on  an  export  rate  of  15  cents  from  the  mid- 
continent  field  to  the  Gulf  ports.    That  rate,  he  said,  went  up  to 
32  cents  at  which  point  the  movement  almost  ceased.     Now  it 
is  back  to  24  cents  in  sympathy  with  the  reduction  of  the  rate 
on  gasoline,  from  Casper  to  New  Orleans,  from  73  to  50  cents. 
Unless  there  was  a  substantial  reduction  in  rail  rates,  he  said, 
there  would  be  a  big  increase  in  the  mileage  of  pipe  lines. 

As  a  concrete  example  of  railroad  loss,  he  said,  one  com- 
pany in  Texas  in  1918  and  prior  thereto  had  shipped  oil  in  train 
lots  In  tank  cars.  He  said  that  that  company  recently  for- 
warded the  equipment  of  1,743  tank  cars  of  8,000  gallons  each, 
via  pipe  line,  that  tonnage  being  wholly  lost  to  the  carriers, 
a  direct  loss  due  to  high  freight  rates. 

By  means  of  tables  ho  showed  that  to  New  England  the 
rales  on  fuel  oil  are  much  higher  than  the  rates  on  coal  from 
tidewater  |H>rln.  Various  comparisons  of  rales  on  soft  coal  from 
Pennsylvania  mines  lo  typical  points  such  as  Philadelphia.  New 
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York  and  Buffalo,  he  said,  Indicated  that  the  rates  on  fuel  oil 
were  practically  double  the  rates  on  coal. 

By  means  of  similar  comparisons  he  showed  the  pipe  line 
rates  from  the  mid-continent  field  to  be,  on  the  average,  just 
about  one-half  the  all-rail  rate  between  the  same  points.  As 
destinations  he  used  Port  Arthur,  North  Baton  Rouge  and  Beau- 
mont, Tex.  In  connection  with  the  all-rail  rates  on  oil,  he 
pointed  out  that  the  railroad  has  to  furnish  the  car  for  coal 
while  the  shipper  furnishes  the  car  for  oil. 

Mr.  Reed's  specific  recommendations,  submitted  in  behalf 
of  the  rate  committee  of  the  Institute  were: 

Official  Classification  territory,  except  New  England,  basis  in  effect 
January  1,  1917,  plus  40  per  cent. 

New  England,  flat  reduction  of  4.5  cents  per  100  pounds  between 
all  points  within  New  England. 

Between  trunk  line  and  New  England,  reduction  of  4.5  cents,  ob- 
serving 90  per  cent  of  fifth  olass  as  maxima. 

From  C.  F.  A.  territory  to  New  England,  2  cents  per  100  over  the 
New  York  rate,  recommended  in  the  first  paragraph. 

Southern  Classification  and  Western  Classification  territories,  15 
per  cent  reduction,  plus  4.5  cents  per  100  pounds,  and  the  proportionals 
15  per  cent  plus  2  or  2.5  cents  per  100  pounds. 

All  territories:  that  the  application  of  any  minimum  rate  for  short 
hauls  be  eliminated. 

Answering  a  question  by  Commissioner  Esch,  as  to  whether 
he  thought  the  reductions  recommended  would  restore  tonnage 
to  the  railroads,  Mr.  Reed  said  he  thought  they  would,  because 
many  tank  cars  are  idle  now. 

Col.  H.  A.  Lyons,' president  of  the  National  Petroleum  As- 
sociation, Warren,  Pa.,  recited  historical  facts  to  show  how  the 
western  territory  had  taken  business  from  the  older  eastern 
fields  and  said:  "We  are  being  shut  out  of  New  England  mar- 
kets by  tanker  service  from  Mexico  and  Gulf  ports  and  our  busi- 
ness is  being  localized." 

The  exports  for  1921,  he  said,  as  a  whole  were  12  per  cent 
lower  than  in  1920,  whereas  from  Pennsylvania  proper  they 
were  65  per  cent  lower. 

E.  H.  Porter,  traffic  manager  for  the  Atlantic  Refining  Com- 
pany" Philadelphia,  designate?  as  the  short  haul  witness,  said 
truck  development  was  fast  taking  short  haul  traffic,  particu- 
larly since  the  heavy  IHcreaSea  in  freight  rates,  and  gavR  1f  ^ 
his  opinion  that  If  the  rates  were~n-duced  most  ol  the  truck 
traffic  would  go  back  to  the  railroads^  lit-  supported  that  opin- 
ion with  an  illustration  in  which  he  said  that  at  one  time  there 
was  a  rate  of  2  cents  per  100  pounds  from  Duluth  to  Superior. 
That  rate  was  successively  increased  to  11  cents,  and  when  the 
carriers  complained  of  loss  of  business  they  were  informed  it 
was  due  wholly  to  the  high  rates.  Thereupon  they  cut  the  rate 
to  5  cents  and  all  the  business  came  back  to  them.  He  predicted 
traffic  losses  will  increase  unless  freight  rates  are  reduced. 

Approving  what  has  been  recommended  by  Mr.  Reed  of 
the  Union  Petroleum  Company  as  to  the  method  to  be  used  in 
making  reductions  in  rates,  A.  C.  Holmes,  traffic  manager  for 
the  Empire  Refineries,  Inc.,  at  the  February  24  session,  said 
the  investment  in  the  industry  amounted  to  $6,000,000,000,  or 
nearly  one-third  the  investment  of  the  railroads.  Answering  a 
question  by  Commissioner  Hall,  he  said  that  that  was  the  esti- 
mate of  Dr.  Pogue,  which  had  been  adopted  by  him.  That  valua- 
tion, he  said,  included  all  the  ramifications  of  the  industry. 

The  witness,  like  Mr.  Welch,  was  not  at  all  apprehensive 
about  the  future  supply  of  oil.  In  answer  to  questions  he  ex- 
pressed the  opinion  that  there  was  plenty  in  sight  for  a  good 
many  years  to  come;  that  is,  the  known  and  strongly  sus- 
pected fields  would  furnish  that. 

Commissioner  Aitchison  wanted  to  know  if  all  the  refin- 
eries were  running  whether  the  product  could  be  sold.  The 
witness  said  it  could  not,  at  the  present  time.  More  fuel  oil 
could  be  sold,  he  said,  if  the  freight  rates  were  made  so  as  to 
allow  it  to  compete  with  coal.  Coal  moving  at  lower  rates,  he 
said,  was  the  only  thing  that  was  keeping  down  the  sales  of 
fuel  oil. 

The  competition  of  coal,  Commissioner  Hall  suggested,  did 
not  keep  fuel  oil  from  rising  from  one  cent  to  two  cents  per  gal- 
lon. The  witness  agreed  with  him,  but  suggested  that  an  increase 
in  the  price  of  fuel  oil  at  a  time  when  everybody  was  scrambling 
for  fuel  was  not  at  all  surprising. 

After  approving  what  Mr.  Reed  had  recommended,  that  is, 
a  reduction  of  15  per  cent  and  a  total  elimination  of  the  4.5- 
cent  specific,  Mr.  Holmes  said  it  appeared  to  him  the  carriers 
should  try  to  build  up  their  oil  traffic  now  by  reducing  rates, 
thereby  getting  the  traffic  back  to  the  rail  lines  instead  of  al- 
lowing it  to  go  by  pipe  lines  and  boats.  .A  reduction  in  the 
long-haul  rates,  in  his  opinion,  would  bring  the  business  back 
to  the  rail  lines.  A  difference  of  one  or  two  cents  per  gallon 
on  gasoline,  he  said,  kept  the  midcontinent  refiners  out  of  the 
long-haul  markets.  With  the  rates  reduced  so  as  to  eliminate 
that  difference  which  now  operates  against  the  midcontinent 
field  he  said  he  believed  the  midcontinent  refiners  would  be 
able  to  return  to  the  markets  from  which  they  were  driven 
by  the  percentage  increase  under  Ex  Parte  74.  He  had  no 
I'oubt  about  the  deleterious  effects  of  that  percentage  increase, 
which,  in  the  case  of  General  Order  No.  28,  was  softened  by 


commutation  to  a  specific  increase  of  4.5  cents  per  100  pounds. 
to  which  the  shippers  on  short  hauls  seriously  objected  and 
are  still  objecting. 

Speaks   for   Official    Classification    Refiners 

F.  W.  Boltz  of  Cleveland,  traffic  manager  for  the  National 
Petroleum  Association  for  the  last  sixteen  years,  speaking  for 
the  members  of  that  veteran  association,  called  attention  to  what 
he  called  the  special  hardships  to  which  refiners  in  Official  Classi- 
fication territory  had  been  subjected,  to  the  enormous  increases 
resulting  from  the  fifteen  per  cent  case,  the  application  of  tin- 
Disque  scale  in  Central  Freight  Association  territory,  General 
Order  28,  and  finally  Ex  Parte  74.  He  put  in  a  rate  compila- 
tion intended  to  substantiate  the  claim  made  by  Colonel  Lyons, 
president  of  the  association,  in  his  testimony  the  day 
before.  Mr.  Boltz  said  the  industry  in  Official  Classification  ter- 
ritory had  long  been  of  the  opinion  that  rates  on  petroleum  and 
its  products  were  too  high.  That  conviction,  he  said,  had  been 
set  forth  in  a  number  of  formal  complaints  asking  for  relief  from 
unreasonable  rates.  He  estimated  that  since  1914  the  eastern  . 
district  refiners  had  been  subjected  to  an  increase  of  110  per 
cent,  which  is  the  percentage  of  increase  applied  to  the  most 
valuable  merchandise  since  1914. 

Mr.  Boltz  said  the  application  of  the  4.5  cent  increase  under 
Freight  Rate  Authority  96  was  unscientific  and  unsound.  Mr. 
Hall  wanted  to  know  if  the  National  Petroleum  Association  had 
objected  to  it. 

"Most  emphatically  we  did."  said  the  witness.  "We  did  not 
approve  that  change.  We  made  our  position  known  to  the  Rail- 
road Administration  at  the  time  the  matter  was  under  consider- 
ation." 

The  witness  said  he  felt  a  general  rate  reduction  was  neces- 
sary if  the  industry  in  Official  Classification  territory  was  to  sur- 
vive.  Referring  to  the  recent  3.5  cent  reduction,  on  petroleum 
and  its  products,  in  Central  Freight  Association  territory,  he 
said  it  was  as  unsound  a  thing  to  do  as  to  make  the  4.5  cent 
reduction.  To  apply  the  wrong  remedy  to  a  patient  seriously  ill 
was  not  a  good  thing  to  do,  he  suggested.  He  had  no  doubt  about 
the  correct  basis.  He  said  the  way  would  be  to  go  back  to  the 
1914  basis  of  rates  and  build  up  from  that  foundation  rather 
than  to  make  a  reduction  such  as  was  made  January  1. 

Frankly,  in  answer  to  questions  by  D.  P.  Council  for  the 
Central  Freight  Association  lines,  Mr.  Boltz  admitted  such 
method  would  result  in  rates  but  little  higher  than  in  1915.  He 
went  farther.  He  said  some  of  the  rates  resulting  from  such  a 
method  would  ,be  somewhat  lower  than  they  were  in  1917. 

Just  before  the  end  of  the  morning  session  Clifford  Thorne. 
for  the  refiners  in  the  mid-continent  field,  while  approving  what 
had  been  done  by  the  parts  of  the  industry  on  the  stand  prioV  to 
that  time,  put  on  witnesses  to  show  what  he  claimed  was  the 
special  misery  of  that  industry  in  that  part  of  the  country.  H. 
H.  Smith,  secretary  of  the  Mid-Continent  Oil  and  Gas  Association, 
was  put  on  the  stand  to  present  the  general  statistics  and  H.  I). 
James  of  the  Western  Petroleum  Refiners'  Association  to  present 
the  views  of  the  members.  Mr.  Thorne  made  it  clear  his  clients 
were  not  objecting  to  anything  any  of  the  other  parts  of  the 
industry  had  suggested;  that  as  a  matter  of  fact  they  endorsed 
all  the  recommendations  of  Mr.  Reed  and  the  slight  variations 
proposed  by  Mr.  Roberts.  They  desired,  however,  to  make  a 
showing  in  their  own  behalf.  While  Mr.  Smith  was  on  the  stand 
the  railroad  attorneys  suggested  the  incorporation  in  the  record 
of  the  refinery  statistics  for  1921  prepared  by  H.  J.  Lowe,  petro- 
leum economist  of  the  Bureau  of  Mines,  released  the  day  before, 
which  showed  an  increase  in  the  production  of  gasoline  in  1921 
of  271,002.<>G9  over  the  production  of  1920.  or  195,692,221  over 
1919,  until  last  year,  the  greatest  year  the  industry  had  ever 
known. 

The  oil  men  were  not  a  bit  averse  to  having  the  figures  put 
in  because  they  had  frankly  admitted  the  large  production  in 
1921  and  the  ruinous  reductions  in  price  resulting  from  the  over- 
production. 

Mr.  Smith  submitted  his  exhibits  without  any  explanation, 
the  intention  being  merely  to  have  figures  to  which  the  Com- 
missioners could  refer. 

According  to  Mr.  James,  60  per  cent  of  the  refineries  in  the 
mid-continent  field  were  idle  at  this  time,  with  constant  addi- 
tions to  the  list  of  inoperative  plants.  He  reviewed  the  progress 
of  the  industry  from  1859  to  the  present  time,  saying  the  passage 
ol  the  maximum  freight  law  in  Kansas  in  1905  marked  the  real 
beginning  of  progress  by  the  independent  refiner.  Existence  of 
the  independent  refiner,  he  said,  depended  upon  equitable  freight 
rates.  Freight  rates,  he  contended,  constituted  the  dominating 
influence.  The  growth  of  the  automobile  industry  had  been  a 
material  factor  in  the  development  of  the  oil  industry.  When 
business  picked  up,  he  said,  the  midcontinent  refiner  should  be 
permitted  to  live  the  same  as  the  railroads.  Due  to  the  high 
freight  rates,  he  said,  refineries  had  been  built  in  sections  form- 
erly supplied  by  the  mid-continent  refiners,  thus  driving  them 
from  markets  involving  long  hauls. 

"The  hope  of  the  railroads  lies  in  increased  tonnage."  said 
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the  witness  "and  there  is  no  hope  of  increased  tonnage  except 
through  a  reduction  in  freight  rates." 

Oil   Men  Continue 

In  continuance  of  bis  recital  to  show  the  importance  of  the 
mid-continent  part  of  the  oil  industry,  H.  D.  James,  secretary  to 
the  Western  Petroleum  Refiners'  Association,  said  the  value  of 
the  corn  and  wheat  crops  in  Kansas.  Oklahoma  and  Texas,  ac- 
cording to  the  latest  available  figures,  was  1322.000,000,  while 
the  value  of  the  crude  oil  in  those  states  was  $332,000,000. 

The  high  freight  rates,  Mr.  James  said,  had  completely  shut 
the  mid-continent  refiners  out  of  many  northern  states,  the  dif- 
ferences in  rates  being  from  13.5  to  27  cents  per  100  pounds 
against  the  mid-continent  units.  Differences  in  rates  of  that 
xixe,  he  said,  meant  differences  ranging  from  $80  to  $175  per 
car  from  northern  Texas  to  market!!  in  Minnesota  and  the 
Dakota*. 

A.  F.  \Vinn.  traffic  manager  for  the  Midland  Refining  Com- 
pany, at  Eldorado.  Kansas,  and  Burkburnett.  Tex.,  said  the  oil 
industry  was  a  good  deal  like  the  British  Empire— a  patched 
up  affair  with  conflicts  of  interest  and  seeming  contradictions. 
According  to  bis  view  the  Mid-continent  Oil  Rate  Case.  36  I. 
C.  C.  109,  was  the  foundation  for  the  rates,  which  had  enabled 
the  mid-continent  industry  to  develop  and  become  an  important 
factor  In  the  world's  supply  of  petroleum  products.  Ex  Parte 
74.  he  said,  upset  the  group  relationship  and  localized  the  busi- 
ness. The  witness  offered  exhibits  showing  tne  prices  of  oils. 
compiled  from  The  National  Petroleum  .\v\\-.  Commissioner 
Hall  inquired  as  to  whether  that  was  recognized  as  an  authority 
on  prices.  The  witness  said  that  thai  publication  was  recognized 
by  the  oil  trade  as  being  as  much  »f  nn  authority  as  The  Traffic 
World  Is  regarded  In  traffic  matter*  and  The  Railway  Gazette 
In  railroad  matters.  He  said  that  its  price  and  other  statistics 
were  considered  as  wholly  reliable.  Speaking  of  the  operations 
of  the  company  with  which  he  Is  connected,  he  said  that  under 
the  rates,  prior  to  Kx  Parte  74  in  1»20.  it  shipped  822  carloads 
to  points  east  of  the  MIsHfsslppI  Klvr.  while  In  the  correspond- 
ing part  of  1921  it  was  able  to  ship  only  182  cars,  although  sta- 
tistics showed  that  the  production  In  1921  was  greater  than  In 
the  preceding  year.  His  company  shipped  more  fuel  oil  in  1921 
than  In  1920.  he  aald.  but  the  distribution  was  confined  to  near- 
by  points.  The  Increase  in  fuel  oil  In  1921  was  20.000.000  bar- 
rels. Commissioner  Altchlson  wanted  to  know  why  that  was. 
suggesting  that  perhaps  fuel  oil  had  replaced  teal.  The  witness* 
opinion  was  that  that  was  true  to  a  certain  extent,  but  that  the 
largest  factor  in  stimulating  shipments  of  fuel  oil  was  the  fact 
that  fuel  oil  rates  were  not  Increased  in  Kansas.  He  said  there 
had  been  a  great  loss  to  the  carriers  by  reason  of  oil  moving 
through  pipe  lines. 

Mr.  Roberts,  speaking  for  the  Si.  l,mii>  San  Francisco  and 
oilier  southwestern  lines,  toled  the  witness  Into  a  maze  of  price 
figures,  being  able  to  do  so  without  violating  the  rules  of  cross- 

•Ination  because  Mr.  Wlnn  had  quoted  prices.  Mr.  Roberts 
suggested,  and  tried  to  have  the  witness  agree  with  him.  that 
inasmuch  as  gasoline  was  selling  for  a  certain  price  In  Chicago, 
-omeone  was  getting  a  profit  of  6  cents  a  gallon  while  the  rail- 
road* were  obtaining  only  2.6  cents  for  moving  It  from  Tulna 
to  Chicago. 

"Isn't  It  a  fact  that  the  freight    rule  has  nothing  whatever 

'.<>  with  the  retail  price  as  there  Is  only  1  cent  difference  an 

between  the  Chicago  and  Tulsa  retail  prices?"    The  witness  did 

not  make  a  definite  answer.     Mr.  Roberts  cited  a  lot  of  retail 

prices  In  cities  In  the  East,  aad  the  freight  rates  from  various 


with  coal  as  fuel,  he  said,  on  the  railroads  and  the  industries  as 
well.  It  was  his  opinion  that  the  Commission  should  maintain 
a  reasonable  relationship  between  the  rates  on  coal  and  fuel  oil. 
Ex  Parte  74,  he  said,  forced  Oklahoma  refineries  to  retire  from 
markets  in  excess  of  500  miles  from  the  points  of  origin. 

"Permit  me,  please,"  said  Mr.  Moore,  "on  behalf  of  the  Okla- 
homa commission  to  most  respectfully  and  earnestly  urge  this 
Commission  as  early  as  possible  to  prescribe,  in  lieu  of  the  pres- 
ent unreasonable  rates  on  petroleum  and  its  products  applying 
from  Oklahoma,  reasonable  through  rates  to  all  points  of  des- 
tination, and  save  a  dying  industry." 

W.  H.  Klingesmith,  of  Pittsburgh,  traffic  manager  for  the 
Transcontinental  Oil  Company,  filed  a  map  showing  the  restric- 
tion of  the  territory  of  distribution  for  that  company  which,  he 
said,  in  1921  had  only  50  per  cent  of  the  tonnage  in  1920.  He 
ascribed  the  reduction  entirely  to  the  increases  made  under  Ex 
Parte  74. 

Hearing    Enters   Last   Stages 

The  Commission's  general  rate  inquiry,  at  the  session  of 
February  25,  started  upon  the  last  phase,  namely,  the  consid- 
eration of  rates  on  general  commodities.  The  Commission 
allowed  Clifford  Thome  to  put  on  two  witnesses  at  the  morning 
session,  A.  T.  Sindel,  to  complete  the  explanation  of  his  ex- 
hibMs,  and  E.  E.  Chock,  president  of  the  Indiahoma  Refining 
Company.  Mr.  Sindel  said  the  refiners  furnished  cars  for  the 
carriers  at  less  than  half  the  cost  to  them  of  using  their  own 
cars.  Petroleum,  he  said,  yielded  $219  per  car  in  freight  as 
against  $82.14  for  the  average  of  all  freight.  He  went  into  an 
elaborate  discussion  of  the  value  of  freight  rates  in  comparison 
with  the  money  derived  by  the  oil  man,  his  conclusion  being 
that  the  railroads  obtain  more  out  of  the  oil  business,  carried 
on  the  railroads,  than  they  'obtain  from  any  other  largely  dis- 
tributed commodity. 

Mr.  Chock,  after  describing  the  nature  of  the  different  proc- 
esses of  refining,  said  that  "railroads  already  built  can  haul 
oil  much  cheaper  than  a  producer  or  refiner  can  build  pipe  lines 
in  which  to  transport  it."  Mr.  Hall  wanted  to  know  why  more 
independents  did  not  build  pipe  lines  and  the  answer  of  the 
witness  was  that  they  were  not  financially  able. 

The  first  witness  under  the  head  of  general  commodities 
was  C.  T.  Bradford,  traffic  manager,  for  the  International  Har- 
vester Company,  representing  tin-  National  Association  of  Farm 
Implement  manufacturers.  He  said  production  in  that  industry 
was  down  to  about  20  per  cent  of  normal  during  the  past  several 
months.  Their  plea,  he  said,  was  that  if  any  reduction  could 
be  made  in  rates,  agricultural  Implements  be  reduced  below 
(he  class  rates  now  imposed  upon  them.  He  said  the  Commis- 
sion should  take  the  few  commodity  rates  now  in  existence  on 
farmers'  tools.  reduce  them  as  much  as  possible,  and  then  let 
that  finding  be  applied  'to  agricultural  implement  rates  through- 
out tin-  country,  thus  putting  them  down  on  the  commodity 
basis. 

For  the  National  Federation  of  Implement  Dealers.  E.  P. 
Armknecht  said  their  business  had  been  reduced  to  15  to  30 
per  cent  of  normal,  at  a  time  when  the  farmer  needed  farm 
machinery.  A  rate  reduction,  he  said,  would  help  the  dealers 
and  likewise  the  farmers. 

"Iowa  now  gets  its  coal  from  Illinois,  whereas  it  formerly 
got  anthracite  from  Pennsylvania,"  said  Mr.  Armknecht.  "We 
have  been  forced  to  use  that  class  of  coal  on  account  of  the  high 
rates  and  high  prices  on  anthracite.  In  the  smaller  towns,  and 
in  some  cities,  coal  consumption  Is  not  more  than  50  per  cent 


refining  points  to  those  cities,  to  show,  as  he  claimed,  that  Ut«  -  of  what  It  normally  Is."    His  object  in  mentioning  coal  rates, 
freight  rate*  have  nothing  to  do  with  the  retail  price  of  gaso-      be  said,  was  to  show  the  bad  condition  of  the  farmer.    He  did 


line.  The  witness  was  not  able  to  say  or  did  not  know  that 
prices  In  practically  all  Industries  are  fixed  at  the  figure  It  will 
cost  the  competitor  of  the  price-maker  to  get  his  commodities 
to  the  market. 

A.  T.  Sindel,  of  Chicago,  the  rate  expert  of  the  Western 
ivtroleum  Refiners'  Association,  filed  rate  compilations  to  show 
why.  In  figures,  the  mid-continent  refiners  were  unable  to  get 
much  farther  In  the  distribution  of  their  products  than  their 
front  door-steps.  One  effect  of  the  restriction  upon  their  opera- 

'.  he  said,  was  the  rendering  idle  of  46.5  per  cent  of  the 
cars  owned  by  mid-continent  refiners,  while  the  idleness  of  other 
kinds  of  cars  was  only  18.5  per  cent.  He  also  presented  tonnage 
figure*  covering  the  last  four  years. 

J.  K.  Moore,  accountant  and  rate  expert  for  the  Corporation 

mission  of  Oklahoma,  although  not  called  as  an  oil  witness, 
discussed  oil  rates  to  a  considerable  extent,  after  saying  that 
whatever  reductions  the  Commission  might  find  could  be  made 
should  be  applied  to  basic  commodities  rather  than  in  the  form 
of  a  horizontal  reduction  on  all  commodities.  Next  to  agricul- 
tural products  and  coal,  the  witness  said,  oil  was  the  most  Im- 
portant basic  commodity  entering  Into  the  life  of  the  people  of 
Oklahoma. 

Commissioner  Lewis  asked  Mr.  Moore  If  he  Intended  to  place 

in   importance  ahead  of  oil.     Mr.  Moore  said  that  when  he 

il  an  being  ahead  of  oil  he  had  In  mind  the  whole 

'  •  untry  and  not  merely  Oklahoma.     To  Oklahomans,  he  said,  oil 

•  as  more  Important  than  coal.    Oil  came  into  active  competition 


not  mention  as  to  what  was  being  substituted  for  coal  in  that 
part  of  the  country. 

J.  K.  Dickerson.  speaking  for  the  Niagara  Sprayer  Company, 
manufacturers  of  disinfectants,  sprayers,  and  solutions,  testified 
briefly,  saying  their  products  were  used  principally  in  the  South 
and,  owing  to  the  chemical  properties,  must  be  manufactured 
in  the  North  during  cold  weather.  Therefore  the  possibility  of 
making  them  nearer  the  points  of  consumption  did  not  exist. 
He  urged  the  Commission  to  give  consideration  to  reductions 
in  class  rates  which  apply  to  spraying  solutions  on  the  theory 
that  it  would  directly  help  the  cotton  and  fruit  growers,  who 
use  large  quantities. 

Luther  R.  Martin,  t rattle  manager  for  the  Oliver  Chilled 
Plow  Company,  represnting  Ohio,  Indiana,  Illinois  and  Michigan 
shippers'  associations,  discussed  and  criticized  severely  the  Cen- 
tral Freight  Association  class  rate  structure.  He  said  the  rates 
were  burdensome  and  more  than  the  traffic  would  bear. 

"We  have  had  increases  in  rates,  on  which  the  shippers 
had  no  opportunity  to  appear  and  be  heard,"  said  he.  "The 
Commission  is  responsible  for  the  present  scale,  which  is  un- 
reasonable." Commissioners  Hall  and  Altchlson  questioned  him 
on  his  declaration  that  the  shippers  had  not  had  an  opportunity 
to  be  heard.  He  said  the  application  of  the  Disque  scale,  after 
the  original  decision  In  the  fifteen  per  cent  case,  brought  into 
operation  rates  on  which  the  shippers  had  not  been  heard. 

II.  said  the  shippers  were  going  to  file  a  formal  complaint 
against  the  class  rate  structure  and  that  he  was  merely  taking 
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the  present  opportunity  to  allow  the  Commission  to  understand 
the  position  the  shippers  for  whom  he  was  speaking  had  taken. 

Proposes   Percentage   Decrease 

In  behalf  of  the  Chicago  Association  of  Commerce,  J.  J. 
Wait,  chairman  of  the  freight  traffic  committee,  said  if  the  Com- 
mission had  the  authority  to  reduce  rates,  the  reductions  should 
be  made  in  the  same  way  the  increases  were  made,  that  is  to 
say,  by  percentage  applying  on  everything.  The  first  class  rate 
between  New  York  and  Chicago,  the  backbone  of  the  rate  body 
in  Official  Clasificatlon  territory,  he  reminded  the  Commission, 
had  been  more  than  doubled  since  1915.  By  raises  in  classifi- 
cation ratings,  he  said,  other  increases  also  had  been  brought 
about.  The  result,  he  said,  was  the  restriction  of  the  Chicago 
market.  Using  Illinois  for  illustrative  purposes,  the  witness 
said,  enormous  reductions  in  the  business  of  Chicago  had  taken 
place,  due  in  large  measure  to  the  increase  in  rates.  He  di- 
rected attention  to  the  fact  that  the  Canadian  commissioners 
had  ordered  reductions.  Commissioner  Hall  asked  him  if  a 
reduction  in  rates  on  coal  would  do  any  good. 

"Well,  probably  some,"  said  Mr.  Wait,  "but  not  being  a 
manufacturer,  our  coal  bill  is  not  excessive.  Were  I  a  manu- 
facturer, using  a  large  amount  of  coal,  I  might  be  more  inter- 
ested in  discussing  a  reduction  in  coal  than  in  class  rates." 

Robert  L.  Stover,  traffic  manager  for  the  National  Coffee 
Roasters'  Association,  said  the  eastern  railroads  had  always 
considered  green  coffee  an  ideal  traffic,  because  it  afforded  earn- 
ings in  two  ways,  one  freight  bill  being  paid  on  the  coffee  from 
the  port  to  the  plant  of  the  roaster  and  a  second  freight  bill 
from  the  roaster  to  the  consuming  points. 

The  witness  came  to  object  to  the  action  of  the  Railroad 
Administration  in  putting  both  green  and  roasted  coffee  in  fifth 
class.  He  said  that  for  years  before  federal  control  the  rail- 
roads maintained  commodity  rates  on  green  coffee,  recognizing 
it  as  a  raw  material.  The  roasted  coffee  then  was.  rated  fifth 
class.  In  1915,  he  said,  the  rate  on  green  coffee  from  New  York 
to  Chicago  was  31.5  cents.  It  is  now  63  cents.  To  show  how 
much  out  of  line  that  rate  was,  he  compared  it  with  a  rate  of 
90  cents  from  San  Francisco  to  Toledo,  a  distance  of  2,500 
miles,  and  69  cents  from  New  Orleans  to  Buffalo,  a  distance  of 
1,282  miles.  His  great  desire  was  for  the  restoration  of  green 
coffee  to  the  commodity  basis.  Then,  he  said,  if  any  reductions 
seem  warranted,  green  coffee  should  be  among  the  first  to  be 
reduced. 

The  main  effort  of  the  American  rice  grower  and  miller  is 
to  find  markets  for  the  American  product  in  foreign  markets, 
P.  B.  Wise,  secretary  and  treasurer  of  the  New  Orleans  Rice 
Millers'  Association,  told  the  Commission.  Therefore,  he  said, 
the  freight  rate  was  an  exceedingly  important  factor  to  the  58 
rice  mills  in  Louisiana,  Texas  and  Arkansas.  He  made  com- 
parisons of  rates  on  wheat  and  rice  and  pointed  out  that,  since 
1918,  the  per  capita  consumption  of  rice  in  the  United  States 
had  decreased  from  6.06  pounds  to  3.44  pounds,  America  being 
not,  in  the  matter  of  rice  consumption,  anywhere  near  the  Ori- 
entals, among  whom  it  has  been  in  cultivation  for  more  than 
5,000  years.  Mr.  Wise  made  no  specific  recommendation,  rest- 
ing his  case  upon  his  declaration  that  rates  were  too  high. 

H.  C.  Reynolds,  as  attorney  for  the  Pocono  Mountains  and 
Jersey  Lake  ice  shippers,  put  on  the  stand  R.  W.  Lauck,  stat- 
istician, to  submit  figures  showing  the  earnings  on  natural  ice, 
as  compared  with  other  commodities,  particularly  of  the  Lacka- 
wanna  and  Erie  railroads.  He  also  put  on  the  stand  M.  S. 
Drake,  an  ice  manufacturer  at  Newark,  and  Charles  C.  Ferber, 
an  ice  shipper  from  the  mountains,  to  explain  the  method  of 
handling,  by  train  lots,  on  the  Erie  and  Lackawanna.  They 
pointed  out  what  they  considered  the  facts,  tending  to  show 
that  natural  ice  is  a  desirable  kind  of  freight.  The  latter  said 
the  movement  of  ice  from  the  mountains  had  largely  taken  the 
place  of  the  lumber  that  formerly  moved  from  that  section. 

John  H.  Donnelly,  secretary  and  treasurer  of  the  Mountain 
Ice  Company,  speaking  for  various  shippers  of  natural  ice,  said: 

The  rates  on  natural  ice  are  unreasonable  per  se.  We  are  being 
driven  out  of  the  natural  ice  business  by  manufacturers  at  points  of 
consumption. 

It  has  been  said  in  this  proceeding  by  railroad  witnesses  that  any 
reduction  in  wages  heretofore  made  or  that  will  hereafter  be  made 
will  be  passed  on  to  the  shipper  in  the  form  of  reduced  rates.  If 
relief  to  commerce  is  limited  to  reductions  of  rates  based  solely  on 
wages  and  material  cost  reductions,  the  whole  burden  rests  -upon  labor. 
Abnormal  rates  to  meet  abnormal  conditions  cannot  be  justified  after 
the  emergency  has  ceased.  '  , 

The  carriers  were  permitted,  not  ordered,  to  put  in  the  rates  under 
Ex  Parte  74,  and  they  proceeded  to  do  so  quite  largely  by  a  40  per  cent 
advance.  They  soon  found  it  necessary  to  reduce  rates  on  some 
favored  items  in  order  to  maintain  the  traffic  and  in  other  instances 
they  were  forced  to  do  so. 

Paper   Men   Testify 

The  paper  industry  took  the  witness  stand  at  the  beginning 
of  the  session,  February  27,  to  ask  for  reductions  particularly 
in  the  rates  on  raw  materials.  A.  H.  Campbell,  traffic  manager 
for  the  International  Paper  Company,  however,  specifically  sug- 
gested reductions  in  the  newsprint  paper  rates.  He  said  the 
industry  in  the  United  States  had  suffered  heavily  by  reason 
of  Canadian  competition,  as  indicated  by  the  fact  that,  in  1920, 


the  production  in  the  United  States  showed  an  increase  of  only 
18  per  cent  over  1910,  while  the  Canadian  production  of  that 
year  showed  an  increase  of  448  per  cent.  In  1921,  he  said, 
there  was  a  tremendous  increase  in  the  imports  from  countries 
other  than  Canada,  the  figure  for  that  year,  for  non-Canadian 
imports  being  128,938  tons,  or  about  150  per  cent  of  the  im- 
ports during  the  maximum  previous  year.  The  witness  said  the 
industry  had  asked  the  Canadian  lines  to  reduce  pulpwood  rates 
from  Canada  to  the  United  States  corresponding  with  the  re- 
ductions already  made  in  Canada.  They  said  they  would  not 
do  that  unless  the  rates  on  newsprint  from  Canada  to  the  United 
States  were  likewise  reduced. 

"It  goes  without  saying  that  this  would  make  our  situation 
still  worse,"  said  Mr.  Campbell.  "There  is  not,  nor  has  there 
ever  been,  any  relation  between  pulpwood  rates  and  newsprint 
rates,  and  this  attitude  on  the  part  of  the  Canadian  lines  indi- 
cates nothing  but  their  desire  to  give  a  further  preferential 
advantage  to  Canadian  producers." 

"We  consider  our  rates  on  newsprint  inherently  unreason- 
able and  we  ask  that  they  be  reduced.  Our  principal  markets 
are  in  the  East,  the  largest  being  New  York  and  Philadelphia. 
The  principal  markets  enjoyed  by  our  competitors  in  the  West 
are  Chicago  and  St.  Louis." 

Mr.  Campbell  also  submitted  comparisons  tending,  as  he 
claimed,  to  show  that  the  rates  paid  by  his  company  are  rela- 
tivelv  unreasonable. 

"Our  base  rate  has  been  increased  138.8  per  cent,  while  the 
base  rates  of  our  competitors  in  the  West  have  been  increased 
62.5,  63.3,  60  per  cent,  and  so  on,"  said  Mr.  Campbell.  "In  other 
words,  our  base  rate  to  Chicago  has  been  increased  more  than 
twice  as  much  as  highly  competitive  rates  to  Chicago  enjoyed 
by  our  competitors.  To  remedy  this  injustice  in  part,  we  suggest 
that  it  would  be  fair  to  reduce  our  base  rate  to  Chicago  without 
making  any  reductions  whatever  in  the  base  rates  of  our  com- 
petitors which  have  not  been  subjected  to  their  share  of  rate 
advances." 

T.  T.  Webster,  Dayton,  Ohio,  general  traffic  manager  for  the 
Pulp  &  Paper  Traffic  League,  said  the  208  paper  mills  represented 
by  him  were  very  much  dissatisfied  with  the  present  high  rates 
on  raw  material,  including  fuel,  both  wood  and  coal.  It  took 
3  cords  of  wood  and  1  ton  of  coal,  he  said,  to  produce  1  ton 
of  paper.  Therefore,  he  said,  the  high  rates  were  seriously  in- 
terfering with  the  sale  of  paper.  Prices,  he  said,  were  about 
50  per  cent  above  pre-war,  but  every  cost  had  been  reduced  to  the 
lowest  level  and  any  further  cuts  must  come  from  reduced  trans- 
portation cost.  He  said  a  substantial  rate  reduction  would  force 
the  carriers  to  make  economies  in  operating  expenses  and  that 
the  public  would  support  any  efforts  in  that  direction. 

"The  industry  urges  the  elimination  of  Ex  Parte  74  increases 
on  raw  materials  and  fuel,  in  order  that  we  may  further  reduce 
the  selling  price  of  paper,"  said  the  witness.  "To  increase  the 
paper  consumption  will  increase  advertising  and  that  will  in- 
crease business." 

Charles  R.  White,  secretary  of  the  Box  Board  Manufacturing 
Association  of  the  United  States  and  the  Eastern  Paper  Board 
Association,  said  the  industries  represented  by  him  were  vitally 
interested  in  the  rates  on  coal  and  waste  paper.  He  said  it  took 
more  than  2,000,000  tons  of  waste  paper  and  pulp,  more  than 
2,000,000  tons  of  coal,  and  250,000  tons  of  mill  supplies  to  produce 
the  1,000,000  tons  of  finished  boxes  shipped  in  1921.  He  asked 
for  rates  on  coal  and  waste  paper  on  the  basis  in  existence  prior 
to  Ex  Parte  74  as  the  minimum. 

Mr.  White  was  probably  the  frankest  witness  the  Commis 
sion  had  heard.  He  did  not  pretend  a  lowering  of  rates  would 
be  a  direct  benefit  to  the  public.  He  said  the  industry  had  de- 
flated every  item  of  cost  except  freight  rates  and  added  that 
"somebody  should  tell  the  Labor  Board  what  to  do." 

"For  eighteen  months  90  per  cent  of  these  mills  have  op- 
crated  without  any  profit  at  all,  and  for  twelve  months  75  per 
cent  of  them  have  had  actual  losses  ranging  from  $25,000  each 
to  more  than  $1,000,000  each.  We  estimate  the  losses  of  sixty 
mills  in  these  associations  at  approximately  $8,000,000  and  others 
outside  have  had  similar  losses.  For  the  past  four  months  their 
operating  time  has  averaged  less  than  55  per  cent.  We  do  not 
expect  a  dollar  profit  when  our  mills  are  operating  at  less  than 
70  per  cent  capacity. 

"We  concede  that  railroad  equipment,  operation  and  credit 
must  be  maintained  on  a  reasonable  basis;  but  we  deny  that  car- 
riers should  show  large  profits  when  business  in  the  country  is 
only  65  per  cent  of  normal  and  when  their  own  records  show  a 
falling  off  in  tonnage  of  nearly  30  per  cent. 

"We  state  frankly  that  we  need  these  rates  lowered  for  our 
own  existence,  irrespective  of  whether  it  will  benefit  the  public 
now  or  increase  railroad  traffic.  Ours  is  a  case  where  we  must 
first  deal  with  the  fundamental  of  self-preservation,  believing 
that  in  getting  this  no  harm  can  be  done  to  other  important  fac- 
tors. 

"Our  request  is  that  all  rates  on  boxboard,  chipboard,  straw- 
board  and  all  kinds  of  paperboard  be  reduced  to  what  they  wero 
prior  to  the  advance  of  August  25,  1920,  unless  a  very  heavy 
reduction  is  made  in  the  sixth  class  basis." 

William  H.  Smith,  speaking  for  the  Pennsylvania  and  Ver- 
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mom  >late  interest!),  with  more  specific  reference  to  Pennsyl- 
vania shippers  than  those  of  Vermont,  said:  "We  protest 
against  class  rates  being  applied  on  a  commodity  which,  from 
its  very  nature,  should  enjoy  low  commodity  rates."  It  was  his 
contention  that  slate  should  have  rates  on  a  basis  closely  akin  to 
the  rates  on  coal,  cement,  stone  and  other  raw  materials  of  a 
similar  nature.  Cross-examination  brought  out  that  commodity 
rates  applied  generally  west  of  Buffalo  and  his  complaint  was 
therefore  narrowed  to  points  east  of  that  city. 

C.  W.  Barker,  also  speaking  for  slate  shippers,  especially 
those  in  Vermont,  submitted  testimony  along  the  same  line  as 
Mr.    Smith.     The    comparisons    he    made,    however,    were    with 
roofing  paper,  asphalt  and  wooden  shingles,  pointing  out  that 
rates  on  roofing  slate  were  generally  higher  than  the  rates  on 
'lu-  commodities  with  which  it  competes. 

Wilbur  I^aRoe,  Jr..  on  being  questioned  by  Commissioner 
Aitchison  as  to  whether  this  was  the  proper  time  and  place 
for  bringing  out  facts  with  regard  to  slate  rates,  said  he  thought 
It  was.  HP  said  that  if  no  relief  was  accorded  In  this  case,  the 
whole  subject  would  be  threshed  out  in  a  formal  complaint. 

John  K  Roberts,  traffic  manager  for  Barrett  &  Co.  and 
other  manufacturer!*  of  commodities  similar  to  those  of  the 
Barr»-u  Company,  after  explaining  the  process  of  making  roofing 
paper  and  various  materials  from,  tar  and  Its  products,  said 
cement  and  paving  rock  composed  the  direct  competition  on 
low-grade  tars.  He  said  the  rates  on  the  products  "for  which 
he  wan  speaking  should  be  put  on  a  parity  with  cement  and 
paving  rock.  On  cross-examination  by  Mr.  LaRoe.  Mr.  Roberts 
admitted  that  roofing  slate  should  have  a  commodity  rating  and 
be  placed  on  a  level  with  other  roofing  materials  with  which  It 
competed. 

Asks   Reduction   in   Roofing   Rates 

At  the  afternoon  session.  February  27,  R.  F.  Crawford,  of 
*  York,  representing  the  Prepared  Roofing  Association, 
pointed  out  the  fact,  as  he  said,  that  rates  on  their  commodities 
had  Increased  over  100  per  cent  In  tin-  past  five  years  and. 
without  making  a  specific  recommendation  as  to  the  amount, 
urged  the  Commission  to  reduce  freight  rates. 

William  H.  Powell,  president  of  tht-  Atlantic  Terra  Cnita 
Company,  with  plants  at  New  York  and  Atlanta,  Ua..  appeared 
for  that  company  and  for  the  National  Terra  Const  Snci<>i>. 
which  he  said  represented  the  Industry  inn  per  cent. 

"We  are  greatly  Interested  In  the  rates  on  raw  materials, 
probably  more  so  than  on  the  finished  product."  said  Mr.  Pow- 
ell. "We  use  a  lot  of  coal  for  running  our  plants  and  also  tor 
burning  the  terra  cotta.  It  takes  14  tons  of  coal  to  make  one 
ion  of  terra  cotta.  The  freight  rate  on  coal  Is  170  per  cent  of 

rost  of  the  coal  at  the  mines.  This  refers  to  my  own  com- 
pany at  oar  New  York  plants,  while  at  our  Atlanta  plants  we 
pay  $2.25  per  ton  for  coal  at  the  mines  In  Tennessee  and  $2.31  '•_• 
per  ton  to  move  It  to  Atlanta." 

Mr.  Powell  also  said  the  freight  rates  on  clay  are  two  liim-s 
the  value  of  the  clay  at  the  shipping  point  and  that  he  bellt-s  ••<! 
that  a  substantial  rate  reduction  should  be  made,  particularly 
on  raw  materials. 

D.  W.  Warner,  traffic  manager  for  the  Casket   Manufac  tin 
era  of  America,  said  the  freight  rates  had  localized  their  I 
ness  and  urged  a  horizontal  rate  reduction  should  the  Commis- 
sion  find  that  a  reduction  could  be  made.     It   was  his  opinion 
that    the    Commission    should    reduce    rates    regardless    of    the 
present  railway  wage  scale  as  promulgated  by  the  labor  board, 
because,  he  said,  such  action  would  force  H  wage  reduction. 

R.  V.  LJghton.  representing  the  Theatrical  Managers'  Asso- 
ciation, urged  the  Commission  to  reduce  passenger  fares  to  a 

war  basis,  that  is.  restore  the  old  party  rate  of  2M>  cents 
per  mile  with  the  usual  baggage  car  privileges.  Mr.  Lighten 
said  that  such  action  would  greatly  stimulate  travel,  which  has 
been  seriously  curtailed  due  to  high  rates. 

Paul  M.  Pearson,  president  of  the  Chautauqua  Lyceum  As 
soclatlon  and  director  of  the  Swathmore  Chautauqua  System. 
asked  for  practically  the  same  reduction  In  passenger  fares  as 
did  Mr.  Llghton.  saying  that  the  automobile  is  fast  replacing 
the  passenger  train  in  the  movement  of  chautauqua  troup>-s. 
M-  believes  that  the  reduction  requested  will  restore  the  losl 
traffic  to  the  railroads. 

John  W.  Craddock.  shoe  manufacturer  of  Lynchburg.  Va  . 
appeared  for  the  National  Wholesale  Shoe  Dealers,  the  National 

<il  Shoe  Dealers,  and  the  Shoe  Manufacturers  of  the  United 
States,  which  he  said  controlled  90  per  cent  of  the  shoe  busi- 
ness of  the  country. 

"We  are  not  here  suggesting  the  character,  the  amount,  or 
kind  of  a  rate  reduction  that  should  be  made,  but  we  are  firmly 
convinced  that  the  present  freight  rates  are  acting  as  an  em- 
bargo on  the  commerce  of  this  country,  and  therefore  it  Is  our 
contention  a  reduction  should  be  made  in  rates  when  in  your 
opinion  It  can  be  done.  I  don't  say  you  should  arbitrarily 

ire  rates  but  I  urge  you  not  to  wait  until  all   the  railroads 
have  gotten  all  of  their  troubles  Ironed  out  before  bringing  r 
down,  as  I  know  some  of  the  railroads  are  not  on  the  right  side 
of  the  ledger." 

Mr.   Craddock  said   that   the  railroads  were  asking  that   an 


umbrella  be  held  over  them  while  other  industries  were  going 
to  the  wall;  that  everything  was  going  down  and  that  freight 
rates  should  also  be  reduced.  He  said  he  estimated  that  freight 
rates  added  50  cents  to  the  selling  price  of  the  average  pair  of 
shoes.  He  said  it  was  true  that  some  retailers  got  too  much 
for  shoes  during  the  "silk  shirt"  period,  but  that  was  no  reason 
for  holding  freight  rates  up. 

"We  are  not  here  to  advocate  a  horizontal  reduction  in  rates 
as  proposed  by  Mr.  Chandler  of  the  National  Industrial  Traffic 
League,"  said  Mr.  Craddock.  "even  though  he  made  an  able 
presentation  and  the  principles  suggested  by  him  may  in  the 
last  analysis  be  right.  But  we  believe  the  rates  on  primary 
commodities  should  have '  first  attention,  especially  coal,  and 
the  next  in  order,  agricultural  products.  Then,  if  the  Commis- 
sion can  see  its  way  clear  to  reduce  rates  on  general  commodi- 
ties, we  ask  that  shoes  be  included  in  the  list.  But  it  is  out- 
rageous to  pay  $2.25  for  moving  a  ton  of  coal  from  tlu>  mines 
located  200  miles  from  Lynchburg  when  the  coal  can  be  bought 
at  the  mines  at  $1.25  at  this  time." 

More   Coal    Testimony 

Additional  testimony  respecting  the  soft  coal  mining  indus- 
try was  put  into  the  Commission's  record  in  its  general  rate  in- 
quiry February  28,  by  J.  D.  A.  Morrow,  vice-president  of  the 
Natioltal  Coal  Association.  When  he  was  on  the  stand  the  second 
time  the  Commission  asked  him  to  furnish  data  concerning  wages 
and  working  conditions  in  the  non-union  coal  fields  which,  on 
account  of  the  impending  coal  strike,  probably  would  be  re- 
garded as  of  superlative  importance.  Mr.  Morrow  said  that 
there  were  no  uniform  wage  scales  in  the  non-union  fields  such 
as  the  miners  have  persuaded  the  operators  to  put  into  effect 
in  the  union  fields.  He  said  that  each  mine  in  the  non-union 
fields  was  treated  as  a  unit  for  wage-making  purposes.  Wages, 
he  said,  had  to  be  adjusted,  especially  in  times  of  great  demand 
for  coal,  so  an  to  put  all  the  miners  on  an  equality  as  to  earn- 
ings if  not  as  to  the  rates  of  pay,  so  the  operator  could  hold 
his  employes.  He  said  the  rates  of  pay  in  the  non-union  fields 
ranged  from  $2.80  per  day  for  outside  to  $4.60  for  Inside  day 
labor.  In  a  few  instances  a  few  outside  unskilled  day  men  were 
paid  less  than  $2.80  and  some  especially  skilled  employes  re- 
ceived more  than  $4.60  per  day,  but  In  a  general  way  of  speak- 
ing, the  range  was  as  indicated.  g 

The  peanut  business  was  about  6ft  per  cent  of  normal,  said 
r.  B.  Bain,  representing  the  American  Peanut  Corporation  and 
i'ie  chamber  of  Commerce  of  Norfolk,  Va.  He  claimed  the 
rates  on  peanuts  from  Norfolk  were  entirely  too  high.  He  did 
not  pretend  that  freight  rates  were  the  sole  cause  of  the  depres- 
sion but  that  they  were  a  material  factor.  He  said  the  peanut 
industry  should  be  given  the  benefit  of  any  reduction  that  might 
t  >•  made. 

Clay   Products  Rates  Attacked 

According  to  J.  L.  Scott,  of  Macomb,  111.,  freight  rates  are 
entirely  too  high  on  clay  products  and  were  holding  up  build- 
ing. He  spoke  for  the  Clay  Products  Association. 

"We  believe,"  he  said,  "the  acceptable,  normal,  future  condi- 
tion of  the  country  demands  more  and  better  homes;  closer  at- 
ti-ntion  to  the  public  health,  reduction  of  fire  losses;  reduction 
of  uncultivated  acreage  and  less  waste  in  the  present  acreage. 
Our  products  enter  so  largely  into  the  accomplishment  of  each 
of  these  things  as  to  render  them  worthy  of  consideration  in  any 
readjustment  of  transportation  rates,"  said  Mr.  Scott.  "Clay 
is  the  principal  raw  material  and  clay,  coal,  and  labor  are  the 
Inclpal  Items  of  cost  in  the  finished  product.  Freight  rates 

lur  finished  products  have  increased  from  170  to  200  per  cent 
frtnce  1914." 

Mr.  Scott  said  that  if  reductions  should  be  made  only  on 
basic  commodities  the  greatest  benefit  would  be  derived  by  the 
industry  from  reductions  on  coal. 

C.  W.  Craig  of  Paducah,  Ky.,  secretary  of  the  Board  of  Trade 
of  that  city,  and  speaking  also  for  the  Tennessee  &  Kentucky 
Clay  Products  Association,  suggested  the  elimination  of  Ex  Pai  '• 
74  advances  and  an  increase  in  carload  minimum  to  80,000 
pounds,  or  the  marked  capacity  of  the  car  if  less  than  that 
amount.  He  said  the  present  rates  on  a  50,000-pound  load  pro- 
duced a  car-mile  of  22.2  cents,  whereas,  under  the  proposal  made 
by  him,  the  lower  rates  on  an  80.00(1  minimum  would  give  a  car- 
mile  of  25.7  cents.  He  said  the  present  rate  to  Bast  Liverpool, 
Ohio,  brought. the  carriers  $14fi.47.  whereas  under  the  proposal 
submitted  by  him  the  earnings  would  be  $176  per  car.  He  said  the 
clay  products  for  which  he  was  speaking  were  not  moving  and 
implied  that  it  was  useless  to  talk  about  rates  on  which  no  traf- 
fic moved  unless  one  was  prepared  to  suggest,  as  he  bad  done, 
something  that  would  bring  in  revenue. 

In  behalf  of  the  United  States  Potters'  Association,  Charles 
Donley  of  Pittsburgh,  its  traffic  manager,  said  the  average  freight 
rate  Increase  since  1914  was  179  per  cent.  Clay  prices  at  the 
pils  at  present,  he  said,  were  75  per  cent  below  the  war  peak. 
He  asked  for  the  elimination  of  increases  under  Ex  Parte  74. 
Commissioner  Aitchison  suggested  that  the  slide  rule  of  the  wit- 
ness had  slipped  when  he  had  calculated  the  percentages  of  in- 
rn  ases  in  freight  rates  and  the  reductions  in  prices.  The  wit- 
-aid  he  would  check  his  figures. 
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M  D.  Warren,  traffic  manager  of  the  Trenton,  N.  J.,  Cham- 
ber of  Commerce,  representing  the  Sanitary  Potters'  Association, 
makers  of  plumbing  materials,  said  that  plumbing  materials  rep- 
resented about  10  per  cent  of  the  cost  in  the  construction  of  a 
home  or  a  hotel  and  that  the  freight  rate  represented  about  one- 
fourth  of  the  value  of  a  bathtub.  He  said  any  reduction  in  rates 
should  take  into  consideration  former  relationships  of  rates. 

"If  a  reduction  of  20  per  cent  can  be  made  it  should  be 
applied  to  all  commodities,"  said  Mr.  Warren.  "If  only  a  10 
per  cent  reduction  can  be  made  It  should  be  confined  to  raw 
materials,  such  as  coal,  clay  and  other  primary  commodities." 

In  behalf  of  the  American  Association  of  Nurserymen, 
Charles  Sizemore,  its  secretary  and  traffic  manager,  said  that 
80  per  cent  of  their  shipments  were  by  freight  and  20  by  express. 
The  industry,  he  said,  represents  an  investment  of  $52,000,000. 
Any  reduction,  he  said,  should  be  made  on  a  horizontal  percentage 
basis.  He  said  that  if  the  Commission  found  It  could  not  order 
reductions  on  all  commodities,  then  the  nurserymen  should  have 
the  benefit  of  the  recent  10  per  cent  reduction  made  on  the 
products  of  the  farm,  garden,  orchard  and  range. 

To  emphasize  Mr.  Sizemore's  recommendations,  Prof.  Harry 
P.  Gould,  a  pomological  expert  of  the  federal  Department  of 
Agriculture,  gave  technical  testimony  as  to  the  close  relationship 
he  said  existed  between  the  nurseryman,  the  fruit  dealer  and 
the  farmer.  He  submitted  figures  as  to  the  population  of  vari- 
ous kinds  of  fruit  trees,  explaining  how,  in  his  estimation,  It 
was  of  extreme  importance  that  the  nurseryman  should  be  en- 
couraged so  as  to  stimulate  fruit  growing. 

Alleges   Discrimination  Against  Seeds 

Favoring-  a  reduction  in  basic  commodities  and  Including 
seeds  In  either  the  category  of  basic  commodities  or  agricultural 
products,  J.  George  Mann,  traffic  manager  for  Northrup,  King 
&  Co.  of  Minneapolis,  said  that  seeds  had  been  grossly  dis- 
criminated against  by  the  western  lines.  They  declined,  he  said, 
to  give  them  a  10  per  cent  reduction  when  they  put  down  the 
rates  on  agricultural  products.  The  eastern  lines  had  given 
them  that  reduction,  so  the  western  seed  men  felt  they  had 
been  placed  at  a  disadvantage.  He  said,  in  answer  to  Com- 
missioner Hall,  he  had  taken  the  matter  up  with  the  railroads, 
but  without  any  success.  In  his  list  of  basic  commodities  he 
named  coal,  iron  and  steel,  agricultural  products,  seeds,  and 
farm  machinery. 

Car-owning  managers  of  traveling  amusement  enterprises, 
through  W.  J.  Swain,  asked  for  a  20  per  cent  reduction  in 
all  passenger  fares;  that  eight  days  free  parking  time  be  al- 
lowed on  private  cars;  that  a  charge  of  $1  a  day  be  put  on 
baggage  cars  after  the  free  time  and  $2.50  on  passenger  coaches, 
and  that  party  tickets  be  restored. 

He  also  called  the  surcharge  which  passengers  in  the  pri- 
vately owned  cars  are  required  to  pay  a  rank  injustice.  M.  L. 
Clark,  speaking  for  the  same  interests,  said  the  surcharge 
amounted  to  a  penalty  imposed  upon  the  owning  and  use  of 
cars.  He  went  further  and  charged  that  some  roads  were  mak- 
ing lower  rates  to  financially  strong  shows.  He  named  the 
Rock  Island  as  favoring  some  shows  to  the  disadvantage  of 
others.  Carriers,  he  said,  had  charged  some  shows  more  than 
any  tariff  would  warrant  and  said  that  in  justification  the  rail- 
roads were  still  exhibiting  Freight  Rates  Authority  1508,  issued 
by  Edward  Chambers  while  director  of  traffic. 

Foreign  competition  was  cited .  as  a  reason  for  substantial 
reductions  on  pearl  buttons  by  David  W.  MacWillie,  of  La 
Crosse,  Wis.,  speaking  for  the  National  Association  of  Button 
Manufacturers.  The  buttons  are  made  from  clam  and  mussel 
shells.  Foreign  products,  he  said,  were  coming  in  to  such  an 
extent  as  to  make  it  hard  for  the  domestic  manufacturer  to  live. 

Considerable  of  the  competition  came  from  Japan,  said  F.  P. 
Merzolf,  traffic  manager  for  the  Muscatine,  la.,  Shippers'  Asso- 
ciation, who  also  appeared  for  the  buttonmakers. 

W.  C.  Mitchell  of  New  York,  representing  the  Glue  Manu- 
facturers and  the  Tanners'  Council  of  the  United  States,  con- 
fined his  testimony  to  the  manufacture  and  shipment  of  glue, 
more  particularly  the  resultant  tankage  from  the  manufacturing 
processes.  His  claim  was  that  the  rates  on  tankage  were  so 
high  it  was  impossible  to  move  it,  as  it  had  a  very  low  value. 
Inasmuch  as  it  is  used  as  a  fertilizer  material,  he  thought  the 
proper  basis  of  rates  would  be  the  same  mileage  scale  offered 
by  fertilizer  shippers  in  the  Southeast  in  the  present  .investiga- 
tion. 

E.  B.  Gaines  of  Savannah,  representing  the  Board  of  Trade 
and  Cotton  Exchange  of  Savannah,  the  chambers  of  commerce 
of  Columbia  and  Florence,  S.  C.,  as  well  as  other  interests,  said 
that  without  a  general  reduction  in  freight  rates  on  such  com- 
modities as  fertilizers,  naval  stores,  and  farm  machinery,  the 
southeastern  part  of  the  country  could  not  advance.  No  freight 
rate  reduction  at  the  present  time,  he  said,  would  help  the 
cotton  situation  to  any  considerable  extent,  but  a  general  re- 
duction in  all  rates  would  stimulate  business.  He  said  the 
granite  and  marble  businesses  were  practically  dead  because 
of  the  high  rates.  He  took  occasion  to  indorse  the  position  of 
President  Chandler,  of  the  National  Industrial  Traffic  League,  for 
a  reduction  by  the  method  whereby  rates  were  elevated. 


H.  W.  Prickett,  representing  the  intermountain  states,  sub- 
mitted exhibits  showing  the  wide  range  of  rates  between  points 
in  Nevada.Idaho,  Utah  and  Arizona,  on  wool,  compared  with  rates 
from  points  in  California,  always  to  the  disadvantage  of  the  rates 
in  the  mountain  states.  The  California  rates,  the  exhibits 
showed,  as  being  about  half  as  much  as  the  rates  in  the  moun- 
tain states.  He  described  the  rates  in  the  interior  as  unrea- 
sonable. Commissioner  Aitchison  eaid  the  Commission  had 
passed  on  the  rates  and  found  them  not  unreasonable.  The 
commissioner  pointed  out  that  the  only  changes  since  then  were 
those  made  by  the  general  percentage  Increases.  Prickett  dis- 
agreed with  the  implication  that  because  the  Commission,  years 
ago,  had  held  the  rates  not  unreasonable  they  must  be  reason- 
able now.  He  suggested  that  what  had  been  done  in  the  name 
of  the  fourth  section  had  done  much  to  place  the  interior  ship- 
pers at  a  disadvantage. 

Direct  Testimony  Ends 

Direct  testimony  in  the  Commission's  general  rate  inquiry 
came  to  an  end  with  the  morning  session,  March  1.  The  sched- 
ule was  elastic  enough  to  have  carried  the  taking  of  testimony 
throughout  the  day,  but  attorneys  and  witnesses  seemed  to  be 
as  anxious  to  wind  up  the  direct  presentation  as  the  commis- 
sioners. The  anxiety  of  the  .latter  had  been  obvious  for  a  long 
time. 

An  unusually  vigorous  denunciation  of  the  freight  rate 
structure  was  made  by  A.  W.  Stebbings,  traffic  manager  for  the 
Thatcher  Manufacturing  Company  of  Elmira,  N.  Y.,  on  the  last 
day  of  direct  testimony.  He  said  the  company  for  which  he 
was  speaking  was  the  largest  manufacturer  of  glass  milk  bottles 
in  the  country,  with  a  tonnage  in  and  out  bound  in  1920  of 
619,066,600  pounds,  exclusive  of  the  large  tonnage  reshipped 
from  distributing  points.  Owing  to  the  excessive  freight  rate 
increase  in  1920,  he  said,  the  company  had  lost  heavily  on 
business  on  long-distance  points,  especially  to  the  Pacific  coast 
and  the  Southwest.  He  said  the  company  had  also  lost  con- 
siderable business  in  southeastern  territory.  He  claimed  special 
consideration  for  milk  bottles,  especially  in  view  of  the  fact 
that  it  was  a  container  for  a  food  product  and  that  three  tons 
of  raw  material  were  required  to  make  one  ton  of  finished 
product. 

According  to  his  declaration,  the  ratio  of  freight  cost  to 
invoice  value  increased  from  1917  to  1922,  on  coal  66.2  per  cent, 
sand  54  per  cent,  soda  5.6  per  cent,  and  lime  29.5  per  cent. 
These  percentages,  he  maintained,  proved  the  freight  rates  to 
be  away  out  of  their  proper  alignment  and  in  need  of  a  re- 
duction. . 

The  witness  contended  that  a  fair  return  to  the  railroads, 
in  a  period  of  prosperity,  would  be  unreasonably  large  under 
the  present  depressed  conditions.  He  contended  the  carriers 
should  share  with  other  business  the  burden  of  low  returns. 
He  said  that  while  the  rate  of  return  under  present  conditions 
should  be  low,  yet  with  increased  business  the  rate  of  return 
would  automatically  increase. 

"Should  business  remain  stagnant,"  said  Mr.  Stebbings,  "the 
carriers  ought  not  to  expect  preferential  treatment.  The  pres- 
ent high  level  of  rates  is  being  maintained  in  the  face  of  a 
natural  economic  law  which  is  now  operating  toward  a  lower 
general  level  of  prices.  Freight  rates  should  also  reflect  this 
natural  tendency  toward  lower  prices  and  unless  this  is  done 
it  will  but  retard  our  readjustment  and  return  to  prosperity. 
The  present  rate  structure  is  destructive  of  business  and  a 
reduction  would  stimulate  buying." 

Stebbings  favored  a  horizontal  reduction  in  both  class  and 
commodity  rates  as  being  the  only  fair  method.  Any  other 
method,  he  said,  would  appear  discriminatory  and  prejudicial 
against  individuals  and  industries  not  favored.  Should  the 
Commission  find  it  impossible  at  this  time  to  make  a  general 
percentage  reduction  on  all  rates,  then  the  percentage  method 
should  be  used  in  reducing  the  carload  rates,  the  witness  said. 
That  method,  he  suggested,  might  stimulate  industry  more  than 
a  reduction  in  all  rates.  He  frankly  admitted  that  an  entire 
removal  of  the  Ex  Parte  74  advances  on  carload  freight  would 
be  more  favorable  to  the  Thatcher  Manufacturing  Company  than 
any  other. 

"Many  shippers  and  receivers  of  freight  will  not  be  repre- 
sented at  this  hearing,"  said  the  witness.  "Some  cannot  afford 
to  come,  their  business  is  already  summed  up  in  red  ink  figures. 
Others,  although  convinced  that  the  present  rate  structure  is 
damagingly  wrong,  are  unable  to  analyze  the  trouble  and  can 
see  nothing  to  be  gained  in  coming  before  your  body  to  be  made 
a  fool  of  by  the  carriers'  representatives.  We  understand  that 
all  resolutions  referring,  and  possibly  all  letters  bearing  on  the 
present  rate  situation  that  have  been  mailed  to  the  Commis- 
sion, have  been  excluded  from  consideration  in  this  hearing. 
If  that  is  the  case  we  urgently  request  your  reconsideration  and 
that  these  communications  be  granted  due  thought  as  bearing 
upon  the  sentiment  of  the  general  public. 

"In  the  award  rendered  in  the  hay  and  grain  case  it  would 
appear  the  Commission  had  particularly  in  mind  the'  interests 
of  farmers  and  their  urgent  need  for  relief,  but  if  such  was  the 
case,  no  matter  how  urgent  the  need,  such  award  was  a  dis- 
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crimination  and  prejudicial  as  against  other  interests,  especially 
manufacturing  industries. 

"The  granting  of  concessions  in  rates  to  certain  interests  to 
the  exclusion  of  others  is  not  only  discriminatory  and  prejudicial 
but  is  entirely  at  variance  with  former  procedure  of  the  Com- 
mission.  Such  action,  together  with  the  news  items  emanating 
from  government  sources  causes  deep  anxiety  to  the  shipping 
public  as  evidencing  an  injection  of  political  influence  of  which 
the  Commission  had  formerly  kept  clean  and  of  which  fact  the 
country  had  taken  just  pride.  Because  of  this  the  Interstate 
Commerce  Commission  had  been  held  in  very  high  esteem  with 
great  faith  in  its  integrity  of  motive  and  action." 

Commissioner  Altchison  said  he  hoped  the  witness  did  not 
think  the  hay  and  grain  case  was  decided  on  sympathy.  The 
witness  said  that  from  what  he  had  read  he  had  gathered  that 
impression.  Commissioner  Aitchison  said  he  hoped  the  witness 
would  judge  the  Commission  by  its  reports  and  not  by  what  he 
might  read  in  various  publications. 

Commissioner  Aitchison  and  the  witness  argued  about  the 
matter,  the  commissioner  pointing  out  to  Mr.  Stebbings  that  he 
was  supposed  to  be  testifying  as  to  facts,  but  that  what  he  had 
just  said  was  a  matter  of  opinion.  The  commissioner  suggested 
that  he  was  not  helping  his  case  by  the  opinion  he  had  expressed, 
so  Stebbings  withdrew  that  part  of  his  testimony,  agreeing  with 
the  commissioner  that  it  was  necessarily  an  opinion.  • 

In  behalf  of  the  I'tah  chapter  of  the  American  Mining  Con- 
gress, H.  W.  Prickett  presented  exhibits  showing  the  rates  on 
copper,  lead  and  ore  from  the  intermountain  states  to  eastern 
seaboard  points.  He  asked  for  a  20  per  cent  reduction  on  ores 
to  the  smelters  and  a  $1.50  per  ton  reduction  on  bullion.  This 
reduction  in  freight  rates,  with  recent  reductions  in  wages,  he 
•aid,  would  n  suit  in  a  reduction  of  one  rent  per  pound  In  the 
price  of  lead.  A  reduction  of  one  cent  in  price  would  put  life 
Into  the  business,  he  said,  other  witnesses  had  shown. 

In  behalf  of  the  Colorado  chapter  of  tho  American  Mining 
Congress  the  Colorado  Metal  Mining  Fund,  a  comrnistion  consti- 
tuted by  the  general  assembly  of  Colorado,  and  the  Colorado 
Metal  Mining  Association.  M.  W.  Kriegh  said  that  by  reason 
<>f  the  high  freight  rates  the  railroads  were  losing  not  merely  the 
revenue  from  ore  but  that  also  the  revenue  that  would  accrue 
fiom  hauling  in  coal  and  other  supplies,  not  to  mention  the 
passenger  revenue.  He  suggested  that  in  many  cases  It  prob- 
ably would  be  worth  while  for  the  railroads  to  haul  ore  free 
merely  to  retain  the  Incidental  business  that  would  thereby 
me.  He  submitted  that,  in  the  Interest  of  both  railroads 
and  the  mining  industry,  there  should  be  a  uniform  reduction 
on  ores  and  concentrates  throughout  Colorado  to  the  basis  In 
force  prior  to  May,  1918;  a  downward  revision  of  the  rates  on 
coal  and  coke  to  the  mines  and  smelters;  and  a  modification  of 
the  rates  on  lead  bullion  and  copper-matte  from  Colorado  com- 
mon points  to  the  Atlantic  seaboard  so  as  to  bring  them  to  the 
level  of  those  in  force  prior  to  1918. 

John  T.  Hendrlcks,  of  New  York,  director  of  the  traffic  de- 
partment of  the  Glass  Containers'  Association  of  America,  asked 
for  a  horizontal  reduction  on  glass  bottles  and  other  containers. 
He  endorsed  the  testimony  of  W.  H.  Chandler,  president  of  the 
National  Industrial  Traffic  League. 

J.  I..  IHrirh.  manager  of  the  Gorgas  Pierie  Manufacturing 
Company,  producers  of  cocoanut  oil,  said  that  the  manufacturers 
had  no  quarrel  with  the  freight  rates  In  dollars  and  cents,  but 
that  disparities  should  be  corrected.  There  was  no  uniformity. 
he  said.  In  the  rates  and  that  under  the  present  scale  of  rates 
the  manufacturers  bad  better  have  their  factory  machinery  nrt 
flat  cars  so  as  to  move  it  about  over  the  country  so  as  to  catch 
up  with  the  large  number  of  changes  made  in  the  rates.  He 
laid  particular  stress  on  the  difference  in  the  rates  on  cocoanut 
oil  from  the  Atlantic  and  Pacific  porU  to  competitive  markets 
In  the  middle  state*. 

F  H.  Marshall,  secretary  of  the  National  Wool  Growers' 
Association,  of  Salt  Lake  City,  said  that  while  the  sheep  and 
wool  businesses  were  being  conducted  at  a  loss  today  the  freight 
rate  on  wool  was  51  per  cent  above  the  rate  during  the  pre-war 
period.  He  said  the  wool  shippers  felt  they  were  discriminated 
against  because  they  had  not  been  given  the  benefit  of  the  20 
per  cent  reduction  that  was  accorded  livestock  In  September  last. 

Rebuttal  Testimony  Begins 

The  railroads  began  the  submission  of  rebuttal  testimony  in 
the  Commission's  general  rate  Inquiry  by  placing  on  the  stand, 
March  2,  Stanley  H.  Johnson,  vice-president  in  charge  of  traffic 
»r  the  Chicago.  Rock  Island  A  Pacific  to  speak  for  the  western 
carriers.  After  quoting  from  the  Commission's  report  in  the 
wwtern  grain  case,  in  which  it  said  It  was  looking  to  the  future 
and  predicted  an  upward  trend  of  business,  Mr.  Johnson  said 
the  outlook  for  the  winter  wheat  crop  was  discouraging.  He 
Mid  the  eight  state*  producing  the  winter  wheat  crop  that 
would  be  hauled  by  the  western  carriers  showed  prospects  for 
a  crop  ranging  from  50  to  93  per  cent  of  normal.  He  said  the 
lowest  prlrp  on  No.  3  yellow  corn  was  on  December  17,  1921,  and 
that  It  had  Increased  only  slightly  since  then.  Indicating  to  him 
that  the  farmer  had  not  received  the  benefit  of  the  reduction 
in  freight  rate*  ordered  by  the  Commission.  He  said  the  re- 


ductions pointed  to  a  great  loss  to  the  western  carriers,  and 
predicted  the  gross  revenue  in  1922  of  the  western  railroads 
from  grain  and  grain  products  would  be  much  less  than  in  1921. 
As  to  live  stock,  he  said  the  reduction  had  not  stimulated  the 
movement  a  great  deal  nor  did  he  expect  much  of  an  increase. 
Whatever  increase,  he  said,  had  taken  place  was  seasonal  and 
not  due  to  the  lowering  of  the  rates. 


PORT  DIFFERENTIALS  ATTACKED 

The   Traffic   World   Washington  Bureau 

The  Maritime  Association  of  the  Boston  Chamber  of  Com- 
merce, the  Associated  Industries  of  Massachusetts,  the  chambers 
of  commerce  of  Fall  River,  New  Bedford,  New  London,  Portland, 
Me.,  and  Providence,  not  being  afraid  of  what  happened  when 
Pandora's  box  was  opened,  have  prepared  a  formal  complaint 
against  the  import  and  export  rates  applicable  on  traffic  -to  and 
from  the  New  England  ports,  from  territory  west  of  the  Buffalo- 
Pittsburgh  line,  alleging  them  to  be  undeasonable  and  unduly 
prejudicial  to  the  extent  they  exceed  rates  to  and  from  either 
Philadelphia  or  Baltimore. 

As  reasons  for  thus  attacking  the  port  differential  adjust- 
ment, Wilbur  LaRoe.  Jr.,  their  representative,  alleges  the  Com- 
mission has  not  dealt  with  the  adjustment,  in  a  formal  way.  for 
more  than  ten  years,  during  which  time  there  have  been  changes 
in  the  rate  regulation  law  in  which  Congress  made  deliberate 
grants  of  power  to  "insure  complete  justice  and  the  preservation 
of  the  public  interest;"  that  is  to  say  that  the  third  section  of 
the  law  no  longer  limits  the  Commission  so  that  it  can  deny  the 
New  England  ports  rates  as  low  as  those  to  Philadelphia  or  Bal- 
timore, on  the  ground  that  the  carriers  making  the  rates  to  the 
New  Kngland  ports  are  not  the  otn-s  that  make  the  rates  to 
Philadelphia  and  Baltimore. 

i'nlf.-s  there  has  been  such  a  change  of  sentiment  and  in- 
terest In  the  ports  that  are  differentially  under  New  York,  it  is 
a  moral  certainty  that  there  will  be  a  flaming  up  such  as  was  a 
common  occurrence  before  the  Commission  arbitrated  the  ques- 
tion and  brought  comparative  peace  by  putting  class  rates  to 
Philadelphia  two  cents  under  New  York  and  Baltimore  one  cent 
under  Philadelphia,  with  Hampton  Roads  ports  taking  the  same 
rates  as  Baltimore. 

The  New  Kngland  complaint  asserts  the  port  adjustment 
was  made,  not  on  account  of  any  substantial  differences  in  trans- 
portation conditions  but  primarily  to  nettle  rate  wars  between 
individual  railroads.  It  asserts: 

That  the  port  differentials  ore  entirely  arbitrary;  that  they  do  not 
reflect,  and  are  not  Intended  to  reflect,  differences  In  transportation 
conditions:  that  they  had  their  origin  In  rate  wars  between  individual 
railroads,  and  that  they  were  established  and  have  been  maintained 
primarily  In  the  interest  of  Individual  railroads:  that  under  the  present 
(aw  the  paramount  consideration  of  public  Interest  Is  controlling,  and 
Interests  of  Individual  carriers  must  be  subordinated  thereto;  that  In 
the  Interstate  comim-rre  net  and  in  the  merchant  marine  act  Coin 
has  declared  its  policy  to  encourage  and  develop  water  transportation 
and  to  foster  and  preserve  In  full  vigor  both  rail  and  water  transporta- 
tion, not  through  the  ports  of  Baltimore  and  Philadelphia,  but  through 
all  ports  of <the  United  States. 

That  the  all-rail,  luke-and-rall  and  rall-lake-and-rail  class  and 
commodity  rates  on  Import  and  export  freight  traffic  between  the  New 
Kngland  ports  on  the  one  hand,  and  points  In  differential  territory  on 
the  other  hand,  and  the  export  ex-lake  rates  on  grain  and  grain 
products  from  Buffalo  to  Boston  and  the  other  said  New  England 
ports,  have  been,  are.  and  will  continue  to  be  unjust  and  unreasonable 
in  violation  a(  Section  1  of  the  Interstate  commerce  act,  and  unduly 
prejudicial  to  the  complainants  and  to  th»  ««id  New  Kngland  ports,  and 
unduly  preferential  of  Philadelphia  and  Baltimore  and  of  complainant's 
etllors  there  located.  In  violation  of  Section  3  of  the  said  act. 
•IfJTne  extent  that  the  said  rates  to  and  from  the  said  New  England 
ports  exceed  by  any  amount  whatsoever  the  corresponding  rates  con- 
temporaneously maintained  to  and  from  Philadelphia  and  Baltimore. 

The  New  England  complaints,  in  their  formal  document,  did 
not  say  whether  they  thought  they  were  entitled  to  the  Phila- 
delphia or  Baltimore  basis.  All  they  asked  was  a  larger  share 
of  the  business,  especially  grain,  on  which  they  said: 

That  among-  the  principal  commodities  exported  are  grain  and  its 
products.  The  port  differentials  on  these  commodities  are  not  as 
great  In  amount  as  on  other  traffic,  but  because  of  the  nature  of  this 
traffic  and  It*  extreme  sensitiveness  to  differences  In  rates,  the  port 
differentials  on  grain  and  grain  products.  Including  flour,  have  been 
and  are  particularly  burdensome  to  the  complainants:  and  by  reason 
of  the  diversion  of  grain  to  other  ports  Import  tonnage  Is  likewise 
diverted  to  ports  favored  with  rate  differentials.  Even  from  Buffalo. 
N.  V..  from  which  the  distances  to  the  several  north  Atlantic  ports 
are  not  substantially  different  and  from  which  ex-lake  rates  are  pub- 
lished. Boston  and  the  other  New  England  ports  labor  under  a  rate 
disadvantage  on  grain  and  its  products  sufficiently  large  In  amount  to 
divert  substantial  quantities  of  grain  and  grain  products  to  other  ports, 
particularly  to  Philadelphia.  Pa.,  and  Baltimore,  Md.  During  tin- 
months  of  -September,  October  and  November.  1921.  Boston  handled 
only  2  per  cent  of  the  grnln  exported  through  the  Atlantic  ports. 


NEW  PACIFIC  MAIL  STEAMSHIP  SAILS 
The  sailing.  February  25,  of  the  Pacific  Mall  steamship 
"Santa  Ana"  from  New  York.  In  the  Pacific  Mall  Steamship 
Company's  new  Interroastal  service  between  the  Atlantic  and 
Pacific  coasts  via  the  Panama  Canal,  marked  (he  first  voyage 
of  that  vessel  In  that  service.  Until  recently  she  was  in  service 
to  the  west  coast  of  South  America. 
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HARDING'S  SUBSIDY  PLANS 

The  Traffic  World  Washington  Bureau 

President  Harding,  February  28,  in  a  message  delivered 
personally  before  a  joint  session  of  Congress,  characterized  the 
American  merchant  marine  as  "the  second  line  of  naval  de- 
fense," and  urged  that  a  subsidy  in  order  to  insure  its  develop- 
ment be  arranged  so  as  to  prevent  the  "endless  embarrassment" 
which  would  result  "if  we  denounced  our  treaties." 


Today  we  are  possessed  of  vast  tonnage,  large  and  very  costly 
experience  and  the  conviction  of  failure.  It  is  fair  to  say  that  a  mis- 
taken policy  was  made  more  difficult  by  the  unparalleled  slump  in 
shipping  which  came  late  in  1920  and  prevailed  throughout  the  year 
so  recently  closed.  It  was  the  inevitable  reflex  of  the  readjustments 
which  follow  a  great  war  and  there  were  heavy  losses  in  oprations 
which  had  to  be  met  by  long-established  and  heretofore  successful 
shipping  lines  and  ships  built  at  top  war  costs  took  the  slump  in 
prices  below  the  normal  levels  of  peace. 

But  we  have  our  ships,  the  second  largest  tonnage  in  the  world, 
and  we  have  the  aspiration,  aye,  let  me  say,  the  determination,  to 
establish  a  merchant  marine  commensurate  with  our  commercial 
importance.  Our  problem  is  to  turn  the  ships  and  our  experience 


Among  the  forma  of  government  aid  suggested  bv  the  Pres-      importance.     Our   problem   is   to   turn  the   ships   and   our   experience 
.  wer          »  fSTlnwine-     Direct r  financial   aTd.  beginning  wifn      and    aspirations    into   the    effective    development    of 'an  _  ocean-going 


idejU_were  the  following:  Direct  financial  aid,  beginning 
the  payment  of  1  cent  a  ton  for  the  cargo  carried  on  any  vessel 
regardless  of  speed,  and  increasing  with  the  speed  of  the  vessel; 
the  fostering  of  travel  of  American  officials  on  American  boats; 
the  taking  over  by  the  merchant  marine  of  the  army  and  navy 
transport  service;  the  placing  in  operation  of  section  28  of  the 
Jones  act,  allowing  the  railroads  to  publish  preferential  rates 
for  goods  carried  in  American  bottoms;  the  amendment  of  the 
interstate  commerce  law  so  as  to  permit  railroads  to  own  and 


shipping  service  without  which  there  can  be  no  assurance  of  main- 
tained commercial  eminence,  without  which  any  future  conflict  at 
arms  will  send  us  building  again,  widly  and  extravagantly,  when 
the  proper  concern  for  this  necessary  agency  of  commerce  in  peace 
will  be  our  guaranty  of  defense  in  case  that  peace  is  disturbed. 

Out  of  the  story  of  the  making  of  great  merchant  marines  and 
out  of  our  own  experience,  we  ought  to  find  the  practical  solution. 
Happily  we  are  less  provincial  than  we  once  were;  happily  we  have 
come  to  know  how  inseparable  are  our  varied  interests.  Nobody  pre- 
tends any  longer  that  shipping  is  a  matter  of  concern  only  to  the 
ports  involved.  Commerce  on  the  seas  is  quite  as  vital  to  the  great 


nprate   steamshio    lines    not   engaged   in   coastwise    trade;    the      interior  as  it  is  to  our  coast  territory,  east,  south  or  west.    Shipping 

and   thp       is  no  more  a  sectional  interest  than  is  agriculture  or  manufacturing. 

continuance  of  present  protection  of  coastwise  shipping  and 
inclusion  of   the   Phillipines   in   such   arrangements;    the   estab- 
lishment of  a  merchant  marine  naval  reserve. 

The  President's  estimate  as  to  the  cost  of  the  direct  subsidy 
was  $15,000,000  for  the  first  year,  increasing  as  the  merchant 
marine  developed  to  a  maximum  of  $30,000,000.  It  is  proposed 
to  raise  this  revenue  by  setting  aside  10  per  cent  of  the  import 
duties  collected  at  the  ports  of  the  United  States. 

f  his  sneech  tha  Prpsidpnt  took  ffcf^g'on  to 


In  th 
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of  the  Great  .  Tjtfcfia-at.   T^wrence   waterway   project,   and   pro- 
fessed  to  see  a  "manifestation  of  broadened  vision    in  the  plan. 


wprp  as  follows.: 


commercial      treaties,       all      combined      to       develop 
which       should       lead       to       endless       embarrassmer 
noum-ed 


situation 

ou°rUtraeaties.U  We"-houid'nrt  only"  be' o^Ite 'alone  in  supporting 
a  policv  °ong  since  superseded  through  the  growing  intimacy  of  inter- 
national relationships,  but  we  should  invite  the  disturbance  of  those 
cordial  commercial  relations  which  are  the  first   requisi 
pansion  of  our  commerce  abroad. 

Contemplating  the  readiness  of  Congress  to  grant  a  decreased  duty 
on   imports   brought   to   our   shores   in   American   bottoms and   facing 
the  embarrassments  incident   to  readjustment   of  all   treaty  .ariange 
ments,  it  seemed  desirable  to  find  a  way  of  applying  suitable  aid  to  ou 
shipping,  which  the  Congress  clearly  intended,  and  at  the  same  t 
avoid   the  em-barrassment  of  our  trade  relationships  abroad. 

The  recommendation  of  today  is  based  wholly  on  this  commendable 
intent  of  Congress.     The  proposed  aid  of  the  government  to  its  mei  - 
chant  marine   is   to  have  it/ chief   source   in   the   duties   collected   on 
imports,    instead   of  applying   the   discriminating    duty    to   the    specif 
cargo    and  thus  encouraging  rejecting  only  the  inbound  shipment. 

I  propose  that  we  shall  collect  all  import  duties  without -discrim- 
ination as  between  American  and  foreign  bottoms  and  apply  the 
heretofore  proposed  reduction  to  create  a  fund  for  the  government  s 
afd  to  our  merchant  marine.  By  such  a  program  we  shall  encourage 
not  alone  the  carrying  off  of  inbound  cargoes  subject  to  our  tariff 
but  we  shall  strengthen  American  ships  in  the  carrying  of  that 
greater  irebound  tonnage  on  which  no  duties  are  levied  and, 
important  than  these,  we  shall  equip  our  merchant  marine,  to  serve 
norcp  which  is  the  measure  of  our  eminence  in 


our  outbound   commerce,   which   is   the   measure 
foreign  trade. 

It   Is  interesting  to  note, 


connection  with   the  heretofore   pro- 
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posed  plan  of  discriminating  tariff  on  imports  carried  to  our  shores 
American  bottoms,  that  the  value  of  all  dutiable  imports  fo r  1 920  in 
all  vessels,  was  $1.985,865.000,  while  the  cargoes  admitted  free  of  duty. 
on  which  no  discrimination  was  possible,  were  valued  at  $3,115  958,000 
The  actual  tonnage  comparison  is  even  more  significant  from  the 
viewpoint  of  cargo-carrying  because  the  dutiable  cargoes  measured 
in  round  number!.  10.000,000  tons,  and  the  non-dutiable  cargoes  were 
25,000,000  tons.  The  larger  employment,  by  two  and  a  half  times,  w 


le   reciprocal.     We    cannot   long   maintain 

sales"  whefi"we"d"o  not  buy.  In  the  promotion  of  these  exchanges  we 
should  have  as  much  concern  for  the  promotion  of  sales  as  for  the i  ta- 
cilitation  of  our  purchases.  There  is  not  a  record  in  all  history  of 
long-maintained  eminence  in  export  trade,  except  as  the  exporting  na- 
tions developed  their  own  carrying  capacity. 

During  the  war  we  became  possessed  of  the  vessels  of  a  great  mei - 
chant   marine,    not    all    of    it   practical    for    use    in    the    transoceanic 
trades:   little  of  it  was  built   for   the   speed  which   gives   the   coveted 
class   to  outstanding  service.     But  here   was   vast   tonnage   for  cars 
service;    and    the   government,    in   the    exceptional    call    of    commerce 
which  immediately  followed  the  war,  sought  the  establishment  of  s 
Ping  lines  in  every  direction  calculated  to  enhance  our  foreign  trade 
and  further  cement  our  friendly  relations. 

The  movement  lacked  in  most  cases  that  inherent  essential  to  suc- 
cess which  is  found  In  individual  initiative.  Tt  was  rather  a  sovern- 
ment  experiment,  where  lines  were  established  in  high  hope  and  little 
assurance,  "because  the  public  treasury  was  to  bear  the  burden. 


is  no  more  a  sectional  interest  than  is  agriculture  or  manufacturing. 
No  om  of  them  can  prosper  alone. 

We  have  had  a  new  manifestation  of  this  broadened  vision  in 
the  enthusiasm  of  the  great  middle  west  for  the  proposed  Great 
Lakes-St.  Lawrence  waterway,  by  which  it  is  intended  to  connect 
the  Great  Lakes  ports  with  the  marts  of  the  world.  There  is  far- 
seeing  vision  in  the  proposal,  and  this  great  and  commendable  en- 
terprise, deserving  your  favorable  consideration,  is  inseparable  from 
a  great  merchant  marine. 

What,  then,  is  our  problem?  I  bring  to  you  the  suggestions  which 
have  resulted  from  a  comprehensive  study,  which  are  recommended 
to  me  by  every  member  of  the  United  States  shipping  board.  It  is 
a  problem  of  direct  and  indirect  aid  to  shipping  to  be  conducted 
by  private  enterprise.  It  is  proposed  to  apply  generally  the  benefits 
which  it  was  designed  to  derive  from  discriminating  duties  to  all 
ships  engaged  in  foreign  commerce,  with  such  limitation  on  remunera- 
tion as  will  challenge  every  charge  of  promoting  special  interests  at 
public  cost. 

In  lieu  of  discriminating  duties  on  imports  brought  to  us  in 
American  bottoms,  it  is  proposed  to  take  10  per  cent  of  all  duties  col- 
lected on  imports  brought  to  us  in  American  or  foreign  bottoms  and 
create  therefrom  a  merchant  marine  fund.  To  this  fund  shall  be  added 
the  tonnage  charges,  taxes  and  fees  imposed  on  vessels  entering  the 
ports  of  continental  United  States,  also  such  sums  as  are  payable 
to  American  vessels  by  the  postoffic  department  for  the  transporta- 
tion by  water  of  foreign  mails,  parcel  posts  excepted. 

Out  of  this  fund  shall  be  paid  the  direct  aid  in  the  development 
and  maintenance  of  an  American  merchant  marine.  The  compensa- 
tion shall  be  based  on  one-half  of  1  cent  for  each  gross  ton  of  any 
vessel,  regardless  of  speed,  for  each  100  miles  traveled.  When  the 
speed  is  13  knots  or  over,  but  less  than  14,  two-tenths  of  a  cent 
on  each  gross  ton  shall  be  added;  for  14  knots,  three-tenths  of  a  cent; 
for  15  knots,  four-tenths  of  a  cent;  for  16  knots,  five-tenths;  for  17 
knots,  seven-tenths;  for  18  knots,  nine-tenths;  for  19  knots,  eleven 
tenths;  for  20  knots,  thirteen-tenths  shall  be  added  to  the  basic 
rate.  For  23  knots  the  maximum  is  reached  at  2.6  cents  for  each 
gross  ton  per  100  miles  traveled. 

I  will  not  attempt  the  details  of  requirements  or  limitations 
save  to  say  that  all  vessels  thus  remunerated  shall  carry  the  United 
States  mails,  except  parcel  post,  free  of  cost,  and  that  all  such  re- 
muneration must  end  whenever  the  owner  of  any  vessel  or  vessels 
shall  have  derived  a  net  operating  income  in  excess  of  10  per  cent 
per  annum  upon  his  actual  investment,  and  thereafter  the  owners 
shall  pay  50  per  cent  of  such  excess  earnings  to  the  merchant  marine 
fund  until  the  full  amount  of  subsidiary  previously  received  is  returned 
to  its  source.  In  other  words,  it  is  proposed  to  encourage  the  shipping 
in  foreign  trade  until  the  enterprise  may  earn  10  per  cent  on  actual 
investment,  whereupon  the  direct  aid  extended  is  to  cease  and  the 
amount  advanced  is  to  be  returned  out  of  a  division  with  the  govern- 
ment of  profits  in  excess  of  that  10  per  cent.  The  provision  makes 
impossible  the  enrichment  of  any  special  interest  at  public  expense: 
puts  an  end  to  the  government  assumption  of  all  losses,  and  leaves 
to  private  enterprise  the  prospective  profits  of  successful  management. 

The  cost  of  such  a  program  probably  will  reach  $15,000,000  the 
first  year,  estimated  on  the  largest  possibilities  of  the  present  fleet. 
With  larger  reimbursement  to  high-speed  vessels,  and  the  enlarge- 
ment of  the  merchant  marine  to  a  capacity  comparable  with  our 
commerce,  the  total  outlay  may  reach  the  limits  of  $30,000,000,  but 
it  is  confidently  believed  that  the  scale  may  in  due  time  thereafter 
be  turned  until  the  larger  reimbursements  are  restored  to  the  treas- 
ury. Even  if  we  accept  the  extreme  possibility — that  we  shall  expend 
the  maximum  and  no  return  will  ever  be  made,  which  is  to  confess 
our  inability  to  establish  an  American  merchant  marine — the  expendi- 
ture would  be  vastly  preferable  to  the  present  unfortunate  situation, 
with  our  dependence  on  our  competitors  for  the  delivery  of  our 
products.  Moreover,  the  cost  for  the  entire  year  would  be  little 
more  than  the  deficit  heretofore  encountered  in  two  months  during 
the  experiment  of  the  government  sponsoring  the  lines  and  guaran- 
teeing the  cost  of  their  operation. 

The  proposed  plan  will  supersede  all  postal  subventions,  postal 
compensations  and  extra  compensations,  excepting  parcel  post  freights, 
all  of  which  combined  are  fast  growing  to  approximately  $5,000,000 
annually.  It  will  ultimately  take  the  government  out  of  a  business 
which  has  been  and  is  now  excessively  costly  and  wasteful  and  in- 
volving a  loss  in  excess  of  the  highest  subsidary  proposed.  It  will 
bring  to  shipping  again  that  individual  initiative  which  is  the  very 
soul  of  successful  enterprise.  It  should  enable  the  government  to 
liquidate  its  vast  fleet  to  the  highest  possible  advantage. 

The  making  of  a  successful  American  merchant  marine,  which  must 
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There  was  the  mere  suggestion  of  private  enterprise,  inasrr  face   the   stiffest  possible  competition    by   the   fleets   of  the   maritime 
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allocations  and  charters  were  made  under  which  private  managemei 
was  to  share  in  profits  and  private  interests  were  paid  to  make  the 
experiment,  though  the  government  was  to  bear  all  the  losses.    J 
bear  the  detailed  recital. 

The  misadventure  was  so  unfortunate  that  when  the  present  ad- 
ministration came  into  responsibility  the  losses  were  approximately 
$16  000  000  a  month,  and  to  the  cost  of  failure  was  added  the  humilia- 
tion of  ships  libeled  in  foreign  ports. 

In  spite  of  all  the  later  losses  In  operation,  however,  it  is  quite 
beyond  question  that  our  abundance  of  American  tonnage  was  mainly 
responsible  for  our  ability  to  share  in  the  good  fortunes  of  world 
trade  during  the  two  years  immediately  following  the  war. 

In  all  probability  the  losses  we  have  sustained  in  our  shipping 
activities  were  fully  compensated  to  the  American  people  in  the  sav- 
ing of  ocean  freights  in  that  period. 


nations,  requires  something  more  than  the  direct  aid  to  which  I  have 
alluded.  The  direct  aid  proposed,  even  though  it  ultimately  runs  to 
$30,000,000  annually,  is  insufficient  alone  to  offset  the  advantages  of 
competing  fleets.  There  are  more  than  wage  costs  and  working  condi- 
tions and  the  higher  costs  of  rationing,  which  no  considerable  Ameri- 
can sentiment  will  consent  to  have  lowered  to  competing  standards. 

The  men  who  sail  the  seas  under  our  flag  must  be  permitted  to 
stand  erect  in  the  fullness  of  American  opportunity.  There  is  the 
highest  cost  of  construction,  the  larger  investment,  the  higher  cost 
of  insurance  outlay,  even  though  the  rate  is  the  same.  There  are 
higher  interest  charges.  Our  problems  in  shipping  are  very  much  the 
same  as  are  those  of  our  industries  ashore,  and  we  should  be  as 
zealous  in  promoting  the  one  as  we  are  in  protecting  the  other.  We 
may  and  must  aid  indirectly  as  well  as  directly. 

We   need   a   favoring   spirit,    an   awakened   public   pride   and   an 
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avowed   Amen  illation    that    we   shall    become,    in    the    main. 

tbe  ,  our  own  in   spite   ol    all  competition   and   all 

IM.     \S  ith  direct  and  indirect  aid  I  bring  to  you  a  definite 

program.     '1  hose    who   oppose   it  ougnt.    in   all   fairness,    to  propose   an 

i  table    alternative.      There    can    be    no   dispute    about    the    end    at 

are    aiming. 

Of  the  indirect  a-ds  thi  re  are  many,  practically  all  without  draft 
upon  the  public  treasury,  and  yet  all  highly  helpful  in  promoting 
American  snipping. 

It  is  a  s.m.iie  thing — seemingly  It  ought  iut  to  require  the  action 
of  Congress— but  American  omcmls  traveling  on  government  missions 
at  government  ..ught  to  rrav.  1  on  American  ships,  assuming 

tnat  they  afford  suitable  ace.  :    they  do  not  afford   the 

.imodalion  on  the  main  routes  of  world  travel,  tne  argu- 
ment that  we  snould  upbuild  is  strongly  emphasized. 

I  think  we  should  discontinue,  so  far  as  practical,  the  transport 
servic.M  in  the  army  and  navy  and  make  our  merchant  and  pass,  i 

•    agents  OI  servi.  ••  as  well  as  war.     We  should  make 

.ranee  available  at  no  greater  cost  than  Is  afforded  the  ships  under 
X    nags,   and    we  can   and    will    make    effective    the    spirit    of 
•  of  the  Jones  act  of  192U.  providing  for  preferential  rail  and 
.rnship  rates  on   through  shipments  >.n    American   vessels.      Ameri- 
railways  must  be  brought  into  co-operation  with  American  steam- 
It  is   not   in   accor  :  •  r  security  or  sound  bus:1 

t  railways  furthering  in.    interests  of  toreign  snip 
in    activities    makes    tor    coin- 
good    fort  . 

•emplatlng  the  competition  to  be  m.  t  there  ought  to  be  an 
amendment  to  the  Interstate  commerce  art  which  will  permit  railway 
systems  to  own  and  operate  steamship  lints  engaged  In  other  than 
coastwise  trad-  .*  measureless  advantage  In  the  longer  ship- 

ments where  rail  and  water  transportation  are  co-ordinated,  not  alone 
In  the  service  but  In  the  solicitation  of  cargoes  which  o'er  attends  an 
expanding  commerce. 

We    may    further    extend    our    long-established    protection    to    our 
coastwise   trade,   which   Is  quite  In   harmony    with    tne    policy    of    most 
maritime  powers.     Tnere  Is  authority   ri'.w    to   include   tri.     i 
in  our  coastwise  trade,  and  we  need  only   the  establishment  of  proper 
facilities  to  justify  the  Inclusion  of  our  wi'h   the   islands  in 

our  coastwise  provisions.  The  freedom  of  »ur  continental  markets 
Is  well  worth  such  a  favoring  polic>  to  Amen,  an  ships,  w  h.  n>  v.-r  the 
facilities  m  .  in-  meats. 

other  indirect  aids  will  be  found  n 
tlon  shall  Join  wherever  it   Is  fmin 
chant    marine   of   our    flag,    under    which    ciii; 
and  In  the  establishment  of  the  merchant   inn 
.isslon  of  i. 
-tin. P.M.-   enterprise  ix  of  .. 

it  mission  Is  applied  to  the  cost  of  new 
Congress  has  air.,,  •    for  n   l.mri   fund    t..   • 

ntrurtion.     It  might    well  be  made  applicable  to  some  special  requirc- 
•  In  reconditioning. 

It  Is  also  worth  our  consideration  that.  In  view  of  suspended  naval 
construction,    the    continued    building    of    merchant    ships     i.-     in- 
guaranty    of    a    maintained    shipbuilding    Industry,    without    win.  h     no 
nation  may  hope  to  hold  a  high  place  in  the  world  ••'•  .omn>. 
assured  of  adequate 

A    very    .  •  t    aid,    a    substitute    for    a    discriminating 

nuty  which  shall  Ii.  benefit  or  nipper,   will  b. 

I    In    the    proposed    deduction    on    Incomes,    amounting    to    :. 

•  irn    of   the   freight   paid  on  cargoes  cam. 

benefits   ran   ri  :.».   and    It    off.  • 

•^vantages  to  American  exporter*  as  well  as  those  who  engage  In  Im- 

•rade. 

.ng  ships  should  be  sold  at  pri.  .UK  in  the  world 

market.     I  am  not  unrn. 
to  current  price  le\  p  cost  of  war   when 

•  sslty  Impelled,  when  the  building  resources  of  many  nations 
drawn  upon  to  the  limit  to  meet  a  great  emergei. 

If  there  had  come  no  depression,  a  return  to  approximate   i. 
cost  would  have  been  Inevitable,     lint  the  great  slump  In  shipping  has 
sent  tonnage  prices  to  •  .-.  not  for  America 

throughout  the  world.     If  we  held  our  ships  to  await  the  n  • 

l\    m  ike  more  difficult  our  response  to  b*  . 
One  of  the  outstanding  barriers  to  *•"•.'.!    readjustment  Is  the   t 

to  await   more  favorable  price  conditions.     In   the   widest   view, 
the    nation    will   iiltlmai-  by    xelhng    now.      We    may    end    our 

leases  In  an  enterprise  for  which  »•  are  not  equipped,  and  wind! 
no  other  government  has  successfully  undertaken,  and  the  low  prices 
at  which  we  must  sell  today  will  make  a  lower  actual  Investment  with 
whtrh  we  deal  In  promoting  permanent  ser 

If  I   were  not  deeply   cssicsijud  with  the  upbuilding  of  our 
chant  marine.  I  should  neverthetts*  strongly  urge  Congress  to  facilitate 
lisposal  of  the  vast  tonnage  acquired  or  constructed  In    ' 


that  immlgra- 
•  ;<llnic    th-     in*  :  - 
ilp   Is   to   be   sougnt. 
naval  reser\>.      i'n. 
npatible   when 
noern.  provided  that 
on. 


shall  place  the  farms  of  the  upper  Mississippi  valley  on  a  marketway 
to  the  marts  of  the  old  woriu.  We  should  fall  to  adjust  our  vision 
to  the  possibilities  ii  we  nailed  in  maKing  tor  American  eminence 
on  tne  ocean  hignways  now  awaiting  our  return. 

\\  e  n.ivc  recently  joined  tne  great  naval  powers  in  a  program 
whicn  not  unl>  puts  an  dm  10  cosu>  competition  in  naval  armament 
and  reduces  tne  naval  forces  01  the  world,  bui  adds  to  the  confidence 
in  maintained  peace,  The  relativity  01  strength  among  the  powers 
would  »e  wholly  one  of  disappointing  theory,  ii  ours  is  to  be  a  merch- 
ant marine  inadequate  tor  me  mime.  1  u»  not  care  to  stress  it  as  a 
means  01  deiense.  The  war  anu  our  eniorced  outlay  have  already 
stressed  that  point. 

'i  he  meiciianl  marine  is  universally  recognized  as  the  second  line 
of  naval  deiense.  It  is  indispensable  in  the  time  ot  great  national 
emergency,  it  is  commendable  u>  upbuild  and  maintain,  because  it  is 
tne  highest  agency  01  peace  anil  aunty,  and  bears  no  threat  and  in- 
cites no  suspicion.  Anu  yet.  it  is  a  supreme  assurance,  without  which 
we  should  i>e  unminiilui  01  our  saieiy  and  unheeding  01  our  need 
to  continued  grow  m  and  maintained  influence. 

I  am  thinning  of  tne  meic.iani  marine  of  peace.  Commerce  is 
inseparable  irom  progress  and  attainment.  Commerce  and  its  Imnd- 
mai.i.-ii-  have  wiollKnt  the  Kivalci  inliimicy  among  nations,  whicll 
lor  un.i.-rstandiiigs  nnd  guaranties  01  peace.  itow<-\ei  \\r  work 
u  out.  whatever  our  adjustments  are  to  promote  international  trade, 
it  is  inevitnnic  that  tne  muuircu  minions  neie,  outstanding  in  geniu.^ 
Mirivaie.l  in  nuiusiry  ana  in.'aicuianie  in  tneir  resources,  must  be 
conspicuous  in  the  won. is  exchanges.  \\  <  cannot  nope  to  compete 
unless  we  carry,  ami  our  con.-oru  and  our  influence  are  sure  to  be 
measured  In  tmit  unlading  simulant  which  is  lound  m  a  nation's 
m. -t  <  i. ant  inarm*  . 

•  Ship  Subsidy   Bill    Introduced 

A  bill  to  amend  the  merchant  marine  act  of  1920  so  as  to 
put  In  eirect  the  suggestions  (or  tne  building  up  of  the  American 
merchant  marine  made  by  the  President,  February  28,  was 
introduced  simultaneously  in  the  House  and  in  the  Senate  im- 
mediately following  the  President's  appearance  belore  the  joint 
session.  The  bill  evidently  was  drawn  up  with  the  views  of 
i-resldent  Harding  in  mind,  tor  it  covers  all  of  his  specific , 
recommendations.  A  summary  of  the  bill,  as  recommended,  and 
a  discussion  or  its  provisions  was  issued  by  the  Shipping  Board, 
March  1.  as  follows: 


nn«-l  of  management   wouTi 
ive  us  struggling  with  a  policy  fundamentally  wrong  and  prac- 
tleaUy  Impossible. 


hare  voiced  our  concern  for  the  good  fortunes  of  agriculture, 
and  It  Is  right  that  we  should.    We  have  long  proclaimed  our  Interest 

isnufn.  turlng.  which  is  thoroughly  sound,  and  helped  to  make 
us  wliat  we  are.  In  the  evolution  of  railway  transportation  we  have 
reyealed  the  vital  relationship  of  our  rail  transportation  to  both 
agriculture,  and  con<  ••  have  been  expending  for  many  years 

.rids    .11. d    better   harbors   and    improved 

F.<!  waterways,  and  much  of  It  has  found  abundant  return  in  en- 
larged cosnmri  *e  have  Ignored  our  merchant  marine.  The 
world  war  revealed  our  weakness,  our  unpreparedness  for  defense 
In  war.  our  unreadiness  for  self  reliance  In  peace. 

U  would  seem  as  though  transpiring  events  were  combining  to 
admonish  us  not  to  fall  now  to  reassert  ourselves.  In  the  romantic 
days  of  wooden  hulls  and  whitened  sails,  and  the  sturdiest  men  of 
the  sea,  we  outsailed  the  world,  and  carried  our  own  cargoes,  re- 
vealed our  nag  to  the  marts  of  the  world. 

I'p  to  the  world  war  we  were  a  debtor  nation.  Our  obligations 
were  held  largely  hy  the  maritime  powers.  Apart  from  the  advan- 
tages In  carrying  our  comm.  nought  our  shipments  for  the 
balances  due  to  them.  There  Is  a  different  condition  now.  They 
are  concerned  with  shipments  to  us  but  not  so  Interested  In  our 
shipments  to  them.  It  Is  our  high  purpose  to  continue  our  exchanges. 
UK  and  selling.  Lnt  we  *h«ll  be  surer  of  our  selling,  notably 
our  foodstuffs.  If  we  maintain  facilities  for  their  transportation. 

'•rmporaneou*    with    the   awakening    we   have   the    proposal    to 
carry  our  ocean-going   facilities   to  the  great   "unsalted   seas,"   which 


nee   on  r   most   intensely   competitive 

.-tr>     that    lor    more    than    sixty    years   has 

unpiotected    by    the    t'nlted   States   gov- 
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Industry,    arm    i    • 

•  it     aim.mt    absol 
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jne  principal   reasons  for  the  fostering  of  an  American  merchant 
maim.     a.,     in.     upbuilding   of   our    foreign    trade,    the    vital   necessity 
loi    naval   auxiliary   purposes  and  the  de- 
sirability of  inaini.i  hlpbuildjpg  industry  in  American  yards. 
it.,     necessity     lor    Kuveininciil    aid    to    merchant    shipping    arises 
out    ni    the    higher    cost    of   operation   of   snips    under   the    American 
nag   t                    .    i ne   Hag  of  any   of   the  other  principal  maritime   na- 
tions      n..                    ...it  of  op.  lation  of  American  ships  results  largely 
I  root: 

ofllcers   and   crew; 
'ni     im,ii.  i    MIL sist. -nee   standards  and   costs; 

MiKiici     n-  -    tin     interest,    insurance    and    deprecia- 

tion   on   our   admitl,,ll>    hlgner  ship   values. 

A"i   •  •'  shippmi;  is  umentiy  required  not  alone  for  these 

•    tne  Shipping  Board  to  dispose  of  its  ships. 

In    tart,     without    a    definite    program    of    government    aid    It    will    be 

impossible  to  sell  these  ships  to  American  owners  in  any  large  meaa- 

iii  e.      M,,,  ..    i,}    law    i  ne   evaenilai    trade    routes   must    be   maintained, 

alternative    would    be    to    continue    Indefinitely    government 

Hi.     I  mt.. i   Mates   Snipping  Board   Emergency   Fleet 

inch    is   contrary    to   the   expressed   policy   of   Congress 

nation-wide    sentiment,    ami    which    is    resulting    In    an    annual 

loss  tar  neyonn    th.    cost  oi   any  assistance   that  would  be  necessary 

1 1..-    buying   of   the   ships   and    operation   of   the    routes    by 

private  capital,     on   the  other  hand,   the  salo  value   of  the  fleet  will 

•.   greatly    enhanced   by  a  policy   of  government  aid   that  the  in- 

value    should    more    than   offset    the   total   cost    to   the   gov- 

iinmenl    for    a    number    of    years    of    all    the    aids    proposed    in    this 

rt-port. 

The  subject  of  government  qjd,  [ft  ih"  Anw.rie^n   Mereii^n^  MUT-JI^I 
naturally    resolves    itself    Into    two    main    divisions:      I.     Indirect   t 
nnd.    II.     Direct   aldri 

I.     Inftirrrt   aldT  Navigation  laws:     The  subject  of  amending  and 
nig  The  navigation   laws   has   been   a  matter  of   Investigation   by 
the  committee  composed  of  leading  men  in  ship  operation  and  ship- 
building and    the    head*   of    the   maritime   labor  organizations 

This   commit!.  ••    was    appointed    by    the    Shipping    Board    and    has 
ready   given    th..  subject  considerable  consideration  and  made  some 
preliminary  reports. 

While  our  navigation  laws.  Including  the  teaman's  act,  need  some 
r.  vision   or  modification,   they  do  not  constitute  as  serious  a  handi- 
cap upon   American   shipping  as   Is  often   represented   and   are   minor 
wnen    compared    with    the   differentials    In    fixed    charges,    wages    and 
:  •  •  •  • 

Ship   sales:     The   Shipping   Board   should    sell    its    remaining   fleet 
s   rapidly  as  possible  at   prices   not   to  exceed   the   prevailing  world 
market  price  for  similar  tonnage. 

Consideration  should  be  given  to  amendment  of  the  merchant 
iiarine  act  by  continuing  the  provisions  for  advertising  and  apprais- 
ing the  ships  before  sale,  but  eliminating  the  rer|iiliement  of  competi- 
tive bidding,  which  In  practice  Involves  delays  that  interfere  with 
ues,  and  permitting  the  Shipping  Hoard  to  flx  a  prlco  for  Its  ships 
and,i?  *''"  th"'"'  l"  unv  Purchaser  willing  to  buy  at  the  price  fixed. 

The  Shipping  Hoard  should  IK-  empowered  to  sell  ships  on  liberal 
terms  as  to  method  of  payment  nnd  rale  of  Interest. 

Construction  loan  fund:  Section  11  of  the  merchant  marine  act 
should  be  amended  so  as  to  permit  the  entire  $125,000,000,  for  which 
provision  Is  made  therein,  to  be  set  aside  by  the  Board  for  the  con- 
struction loan  fund  as  rapidly  as  necessary  funds  are  available. 

It  should  he  fuithfr  amended  so  as  to  prescribe  that  the  loans 
shall  bear  interest  at  not  less  than  two  per  cent  per  annum 

Loans  should  be.  permitted  In  aid  of  the  reconditioning  for  special 
purposes  and  of  the  equipping  of  existing  vessels  with  the  most  mod- 
ern and  most  efficient  and  most  economical  machinery. 

Income  tax  relief:     (a)   In  order  to  create  an  incentive  for  slilp- 

i   to  use   American   flag   ships    and    as   a   stimulus  to  our   foreign 

trade,    a  deduction    from    net    federal    Income    tax   payable    should    be 

awed  on   the  basis  of  a  small  percentage,  say  five  per  cent  of  the 

relght  paid  on  goods  Imported  or  exported  In  American  flag  vessels 
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This  deduction,  in  time,  might  amount  to  eight  or  ten  million  dollars 
per  year. 

(b)  Through   co-operation  with   the  treasury   department   and   by 
legislation,   a  greater  allowance   for  depreciation   for  income   tax  pur- 
poses  should   be   made   on   ships,    in   order   to   make   the   depreciation 
allowance   more  accurately   represent   the  actual  depreciation   of  ves- 
sels and   to  give  effect  to  the  marked  slump  in  the  value  of  tonnage 
during  the  past  several   years. 

(c)  Section  23  of  the  merchant  marine  act  should  be  amended  so 
that   the   payment   of   all    income   taxes    (which    would    otherwise    be 
payable  on  net  earnings  of  vessels  In  foreign   trade)   shall   be  waived 
by   the   government,    when    the   amount   of   such   taxes    is   applied    to 
half  the   cost   of  new   ship   construction,    increasing   same   from   one- 
third  as  at  present. 

Immigration:  Through  co-operation  with  the  bureau  of  immigra- 
tion of  the  department  of  labor,  regulations  should  be  prescribed  and 
legislation  enacted  that  would  assure  to  American  flag  passenger 
ships  at  least  50  per  cent  of  the  immigration  coming  to  this  country. 

Naval  reserve:  Congress  has  imposed  upon  the  Shipping  Board 
the  development  of  a  potential  naval  reserve  consisting  of  merchant 
.ships  manned  by  American  citizens.  Co-operation  between  the  Navy 
Department,  the  Shipping  Board  and  the  private  ship  owners  is 
necessary  for  the  proper  development  of  such  a  reserve.  The  organi- 
zation of  the  naval  reserve  is  a  function  of  the  Navy  Department. 

It  is  proposed  that  a  body  of  officers  and  men  be  organized  to 
be  known  as  the  merchant  marine  naval  reserve,  io  be  composed  of 
American  citizens  of  the  sea-faring  profession.  The  members,  in 
time  of  war,  would  servo  only  in  merchant  vessels  engaged  in 
auxiliary  service  for  the  navy.  The  reserve  pay  of  these  officers  and 
men  would  be  turned  over  by  the  Shipping  Board  to  the  Navy  De- 
partment for  disbursement,  and  would  not  exceed  $650,000  per  annum 
for  the  first  year  and  eventually  $3,000,000  per  annum.  This  sum 
contemplates  a  reserve  of  about  5,000  officers  and  30,000  men.  The 
maximum  number  of  reservists  and,  therefore,  reserve  pay  would 
not  be  reached  within  two  or  three  years  at  least. 

Government  patronage  of  American  vessels:  To  increasa  the 
revenues  of  American  vessels  and  to  furnish  an  example  for  all  Amer- 
ican citizens  to  follow  In  giving  preference  to  American  vessels, 
legislation  should  be  enacted  that  will  prohibit  hereafter  the  over- 
seas transportation  of  passengers  or  freight  at  the  expense  of  the 
government,  other  than  in  a  vessel  flying  the  American  flag,  unless 
suitable  and  convenient  transportation  by  an  American  vessel  is  not 
obtainable. 

The  army  transport  service:  Based  on  current  commercial  rates, 
and  on  the  volume  of  passenger  and  cargo  movement  for  1921  on 
trans-Pacific  traffic  alone,  the  total  charge  for  transporting  govern- 
ment passengers  and  cargo  by  commercial  vessels  would  be,  ap- 
proximately, $7,500,000  per  annum.  There  can  be  no  economic  justi- 
fication for  the  withholding  of  this  business  from  Shipping  Board 
ships  which  are  available  or  from  privately  owned  ships.  The  with- 
drawal of  the  army  and  the  navy  transport  services,  which  the 
President  should  be  authorized  to  effect  by  executive  order  in  whole 
or  in  part,  will  materially  reduce  the  operating  losses  of  the  Ship- 
ping Board.  It  is  estimated  that  during  the  first  year  the  diversion 
of  this  traffic  to  trans-Pacific  shipping  board  lines  would  result  in 
increased  net  earnings  to  the  Shipping  Board  of  approximately  $5.- 
000,000.  This  business  would  be  an  impelling  inducement  to  private 
owners  to  purchase  at  a  fair  valuation  the  Shipping  Board  passenger- 
cargo  vessels  adapted  for  this  service. 

Extension  of  coastwise  trade  to  the  Philippines  and  other  island 
possessions:  Inasmuch  as  the  trade  between  the  Philippine  Islands 
and  the  United  States  has  been  free  since  the  passage  of  the  tariff 
act  of  1913,  it  is  felt  that  there  can  be  no  valid  objection  to  the  ex- 
tension of  our  coastwise  laws  to  Include  our  trade  with  those  islands, 
as  provided  in  section  21  of  the  merchant  marine  act.  The  trade 
with  the  Philippines  would  not  suffer  in  any  respect,  since  there 
is  available  an  adequate  supply  of  American  ships  to  carry  the 
entire  commerce. 

frfclerential  rates  on  through  shipments  on  American  ships:  It  is 
believed  by  many  that  considerable  indirect  aid  will  result  from  the 
making  effective  of  Section  28  of  the  merchant  marine  act.  The  legis- 
lation is  mandatory  and  its  real  worth  can  only  be  determined  by 
actual  trial.  The  Shipping  Board  is  making  an  exhaustive  investiga- 
tion of  the  practical  application  of  this  section  as  a  preliminary  to 
certification  to  the  Interstate  Commerce  Commission  that  adequate 
shipping  facilities  are  afforded  by  American  ships. 

Coordination  of  rail  and  water  transportation:  The  railroad  sys- 
tems of  the  United  States  feel  the  need  of  definite  import  and  export 
working  agreements  with  steamships  engaged  in  foreign  trade.  A 
number  of  such  agreements  have  been  made  in  the  past,  and  some  are 
still  in  force.  They  have  usually  been  with  foreign  steamship  lines: 
such  agreements  are  prejudicial  to  American  shipping.  It  would  seem 
expedient  and  wise  to  permit  reasonable  working  arrangements  to 
exist  between  railroads  and  steamships,  with  special  reference  to  the 
interchange  of  traffic  between  the  roads  and  vessels  of  the  United 
States. 

The  problem  of  fully  and  completely  coordinating  our  rail  and 
water  transportation  is  acute  and  important.  The  solution  of  this 
problem  will  involve  extensive  research  and  study  of  the  facts  and 
principles  involved.  The  work,  of  course,  calls  for  the  supervision  of 
the  Interstate  Commerce  Commission  as  well  as  of  the  United  States 
Shipping  Board.  The  suggestion  has  been  made  that  a  group  of 
experts  should  be  created,  to  be  appointed  jointly  by  these  two  bodies, 
whose  chief  duty  would  be  to  make  full  Inquiry,  and  to  formulate 
appropriate  rules  and  regulations  providing  for  such  coordination,  sub- 
ject to  the  approval  of  the  Commission  and  the  Shipping  Board. 

At  the  same  time  an  added  impetus  can  he  given  the  investment 
of  new  capital  in  American  shipping  and  in  the  possible  purchase  of 
vessels  from  the  United  States  Shipping  Board,  if  railroad  interests 
are  permitted  to  own  and  develop  steamship  lines  operated  exclusively 
in  foreign  trade.  To  do  this  effectively  it  would  be  necessary  to 
modify  Section  11  of  the  Panama  Canal  act  to  the  extent  that  vessels 
may  be  thus  owned  when  exclusively  engaged  in  foreign  commerce. 
The  provisions  of  that  act  would  remain  in  full  force,  so  far  as  they 
prohibit  the  use  of  the  canal  by  vessels  owned  by  railroad  interests 
if  the  vessels  are  engaged  in  traffic  between  the  Atlantic  and  Pacific 
coasts  of  the  United  States.  This  would  leave  intact  the  main  pur- 
pose of  the  original  provision,  which  was  to  insure  the  competitive 
advantages  of  water-bourne  intercoastal  traffic  against  the  control  of 
trans-continental  railroads. 

Marine  insurance:  American  shipowners  as  a  class  do  not  pay 
higher  rates  than  foreign  owners  for  marine  insurance,  but  the  higher 
caoital  cost  of  an  American  built  ship  may  impel  the  owner  to  carry 
a  larger  amount  of  insurance,  for  which  a  small  additional  premium 
would  be  required.  Any  such  differential  should  be  overcome  as  are 
other  capital  cost  handicaps. 

Purchasers  of  Shipping  Board  vessels  have  been  obliged  to  pav 
higher  rates  in  Syndicate  B,  which  insures  the  government's  equity  in 
ships,  than  they  would  have  paid  in  the  open  market.  Negotiations 
have  been  entered  into  with  Syndicate  B  for  the  quotation  of  rates  for 
the  insurance  of  the  government's  equity  in  vessels  sold  on  the  partial 


payment  plan,  upon  the  same  basis  as  rates  are  quoted  by  Syndicate 
C,  which  is  in  competition  with  the  foreign  m&rket.  Should  such 
arrangement  not  develop  satisfactorily,  then  the  Snipping  Hoard 
should  insure  its  interest  in  such  vessels  in  its  own  marine  insurance 
fund.  This  action  will  remedy  a  condition  which  has  hurt  the  sale  of 
Shipping  Board  vessels  and  has  tended  to  depress  their  sale  value. 

The  newer  American  steamship  lines  are  handicapped  in  their 
competition  for  business  because  of  their  inferior  ratings  for  cargo 
insurance  purposes.  A  conference  has  been  arranged  with  a  group  of 
representative  underwriters  for  the  purpose  of  presenting  the  expei- 
ence  of  these  lines  which,  it  is  anticipated,  will  result  in  better  ratings. 

II.  Direct  aM  While  American  snipping  can  be  assisted  py 
measures  or  indirect  aid,  such  as  those  mentioned  herein,  and  while 
all  indirect  aids  should  be  extended,  indirect  measures  alone  will  not 
be  sufficient  to  enable  American  ships  to  operate  successfully  in  com- 
petition with  the  ships  of  other  nations.  Direct  financial  aid  also  will 
be  required. 

As  to  the  amount  of  direct  aid  required  to  put  American  shipping 
on  a  parity  with  that  of  other  nations,  the  aim  should  be  to  put  our 
shipowners  in  a  position  to  compete  with  British  shipping,  which  is 
the  dominant  factor  in  the  trade  of  the  United  States  and  is  the 
greatest  factor  in  the  carrying  trade  of  the  world. 

The  differential  should  be  compensated  for  by  a  basic  payment 
which  would  only  tend  to  place  the  most  efficient  American  ship  on  a 
level  as  to  cost  of  operation  with  the  average  British  vessel,  and  which 
would  apply,  with  certain  restrictions,  to  all  American  ships  engaged 
in  foreign  trade,  whether  carrying  passengers  or  cargo,  and  whether 
engaged  in  liner  or  tramp  service. 

Since  British  wage  and  building  costs  more  nearly  approach  our 
own  than  those  of  any  other  nation,  it  is  obvious  that  the  proposed 
aid,  which  really  only  partially  compensates  for  the  differential 
between  our  own  and  British  standards,  is  quite  conservative. 

Manner  of  applying  direct  aids:  The  following  fundamental  con- 
siderations should  govern  the  application  of  the  direct  aids  proposed 
above: 

Direct  aid  should  be  given  to  all  vessels  of  the  United  States  of 
over  1500  gross  tons  making  voyages  of  more  than  150  miles  length 
in  the  foreign  trade  of  the  United  States,  whether  propelled  by  sail, 
steam  or  other  motive  power,  and  the  status  of  whose  ownership 
meets  the  requirements  of  Section  39  of  the  merchant  marine  act  of 
1920. 

Direct  aid  should  be  given  only  to  vessels  under  American  registry 
at  the  time  the  act  goes  into  effect  and,  thereafter,  only  to  ships  built 
in  American  yards. 

Direct  aid  should  be  given  only  to  vessels  maintaining  the  highest 
classification  fixed  by  the  American  bureau  of  shipping. 

The  provisions  of  direct  aid  shall  not  apply  to  any  vessels  except 
those  in  the  foreign  trade  as  defined  in  the  proposed  legislation.  This 
eliminates  two  very  considerable  groups  of  American  ships — those  en- 
gaged in  coastwise  trade  and  those  plying  the  waters  of  the  great 
lakes. 

Tramp  ships  receiving  direct  government  aid  must  enter  and 
clear  from  a  port  of  continental  United  States  at  intervals  not  greater 
than  twelve  months,  and  direct  aid  should  not  be  paid  to  American 
flag  ships  engaged  in  liner  services  exclusively  between  foreign  ports, 
except  ships  operated  in  feeder  services  to  regular  liner  services  in 
the  direct  trade  of  the  United  States. 

Direct  aid  should  be  paid  to  a  ship  exclusively  or  largely  engaged 
in  carrying  the  cargo  of  its  owner  only  when  one-third  of  its  cargo 
capacity  is  available  to  the  general  public  at  the  current  market  rates. 

It  should  be  provided  that  three  years  after  the  passage  of  the 
proposed  legislation  the  benefits  of  direct  aid  shall  accrue  only  to  a 
vessel  the  owner  of  which,  during  each  calendar  year  shall  have 
operated  as  owner,  charterer  or  agent  not  less  than  75  per  cent  of  his 
vessels,  based  on  gross  tonnage,  under  the  American  flag. 

Limitation  of  profits:  Any  plan  for  the  support  of  the  American 
merchant  marine  should  provide  aid  when  aid  is  necessary,  and  be 
flexible  enough  to  withhold  aid,  in  whole  or  in  part,  when  shipping 
companies  earn  more  than  10  per  cent  on  their  capital  invested  In 
ships  and  facilities — thus  answering  the  charge  that  the  direct  aid 
might  result  in  profiteering. 

So  far  as  possible,  it  is  desirable  to  obtain  the  assistance  necessary 
to  establish  an  American  merchant  marine  by  indirect  methods  as 
herein  proposed.  However,  it  is  evidently  impossible  exactly  to  valu- 
ate  the  effect  of  these  indirect  aids,  as  it  is  impossible  exactly  to 
foretell  the  effect  of  a  new  tariff  bill.  Since  it  seems  necessary  to 
provide,  in  addition  to  the  indirect  aids,  specified  direct  aid,  the 
compensation  should  be  paid  as  earned  but  made  subject  to  adjust- 
ment and  refund  to  the  United  States,  should  the  experience  of  any 
owner  during  any  year  prove  the  direct  aids  to  be  unnecessary  to 
permit  him  to  earn  an  adequate  return  on  his  invested  capital.  By- 
adequate  return  is  intended  one  that  is  sufficient  to  make  the  shipping 
business  an  attractive  one,  giving  play  to  initiative  and  to  draw  to  it 
the  capital  necessary  for  its  development. 

It  is  recognized  that  no  method  of  supervision  is  desirable  which 
imposes  upon  the  Shipping  Board,  or  any  other  branch  of  the  govern- 
ment, the  burden  of  an  independent  audit  of  the  accounts  of  the  ship- 
owners, or  imposes  on  owners  the  burden  of  complicated  additional 
accounting  and  audit.  At  the  present  time  the  investment  of  owners 
has  been  determined,  and  at  the  present  time  the  gross  and  net 
income  of  all  ship  operators  is  being  audited  by  the  bureau  of  internal 
revenue  of  the  treasury  department.  The  Shipping  Board  can  estab- 
lish a  few  basic  prinicnles  uoon  which  the  audit  of  ship-aid  return  can 
be  made  simultaneously  with  the  audit  of  income  tax  returns  at  prac- 
tically no  additional  expense  to  the  government,  or  additional  annov- 
ance  to  the  owners. 

The  owner's  actual  investment  in  ships  and  facilities  shall  be 
deemed  to  be  the  value  heretofore  determined  for  excess  profits  tax  pur- 
poses plus  actual  cost  of  new  ships  and  facilities,  and  upon  this  value 
he  shall  be  allowed  10  per  cent  ner  annum.  Gross  earnings  will  be 
determined  from  ships  and  facilities  included  as  invested  capital  and 
will  include  the  aids  received  from  the  United  States.  The  excess,  if 
any,  of  gross  earnings  over  proper  deductions 'and  10  per  cent  of 
invested  capital  will  be  divided  equally  with  the  government.  The 
maximum  amount  payable  to  the  treasury  by  the  owner  will  lie  a  sum 
enual  to  the  amount  of  aid  received.  Above  that,  the  owner  retains 
all  of  the  earnings. 

Collections,  reassessments,  audits,  etc.,  are  to  be  conducted  by  the 
bureau  of  internal  revenue  at  the  same  time  and  in  the  same  manner 
as  in  income  tax  nrocedure. 

Basic  differential:  Several  methods  of  computing  this  differential 
suggested  themselves  and  were  considered. 

It  is  recommended  that  the  direct  aid  be  computed  on  a  differ- 
ential based  on  a  combination  of  speed,  tonnage  and  distance  covered. 

By  this  method  there  is  combined  in  one  provision  the  direct  aid 
to  be  paid  to  a  vessel.  The  basic  idea  is  that  the  aid  paid  to  the 
ship  must  be  measured  by  her  actual  service  in  the  foreign  trade 
and  her  possible  value  to  the  country  as  a  naval  auxiliary.  For  this 
reason  the  compensation  is  made  to  vary  with  the  size  of  the  ship 
and  the  distance  covered  in  the  foreign  trade,  with  an  additional 
allowance  for  speed. 

Stated  in  direct  terms   it  amounts   to  a   certain  number   of  cents 
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I»T  gross  ton  for  each  100  miles  steamed  in  the  foreign  trade  plus 
..n  Additional  amount  for  high  speed.". 

For  speeds  up  to  13  knots  on  light  draught  the  rate  per  ton  per 
100  miles  is  constant. 

Beginning  with  13  knots,  the  rate  increases  rapidly,  thus  placing 
a  premium  upon  speed.  The  reason  (or  adopting  this  premium  Is 
to  encourage  the  building  and  operating  of  high  speed  vessels  suitable 
for  carrying  the  malls  and  for  use  as  naval  auxiliaries,  and  to  com- 
pensate for  the  Increased  cost  of  such  construction. 

Any  vessel  suitable  as  a  naval  auxiliary  should  be  capable  of  a 
sustained  service  speed  of  at  least  14  knots.  Slower  vessels  can,  If 
necessary,  be  used  on  the  lines  of  communicaton.  but  it  is  not  con- 
sidered desirable  to  allow  higher  rates  of  payment  for  speeds  less 
than  13  knots  on  light  draught,  equivalent  to  approximately  11U 
knots  on  load  draught. 

For  naval  auxiliary  purposes,  and  for  some  commercial  purposes 
as  well,  speed  must  be  encouraged. 

Following  Is  the  form  proposed  for  the  application  of  the  differ- 
ential payment  at  the  various  rates: 

Kv.-rv  \>-Mf\  of  the  I  nlted  States  entltl.-.l  to  direct  aid  shall  re- 
a  sum  equal  to  one-half  cent  per  cross  ton  for  each  100  miles 
covered. 

Because  of  the  greater  differential  In  small   unitx.   both  In   Initial 

and  In  operating  cost  between  American  and  foreign  tonnage,  vessels 

nl   1. ••(».••  n    1.500  and   5.000  gross   tons  shall,    for  the   purpose   of  de- 

nlng    the    amount    of   aid   to    be    paid   under    this    legislation,    be 

figured  as  of  five  thousand  tons  gross, 

Sin  h   vessels.   If  capable  of  operating  at  a  speed  of  13  knots  or 


over   whpn   on   light   draught,   si 
100  miles  covered,  as  follows: 
IS  knots  

ntltled   to   additional   aid   per 

>  cents  per  gross  ton 
3  cents  per  gross  ton 
4  cents  per  gross  ton 
5  cents  per  gross  ton 
T  cents  per  gross  ton 
•  cents  per  gross  ton 
1  cents  per  gross  ton 
3  rents  per  gross  ton 
5  cents  per  gross  ton 
S  cents  per  gross  ton 
.1  cents  oer  cross  ton 

1  4  knots  

15  knots   .   . 

11  knots  

17  knots  

IS  knots  

If  knots  .  . 

M  toots  .. 

• 

11  knots  .. 

1 

23  knots  

1 

n  knots  and  over  .  . 

.1 

It  Is  estimated  that  the  total  annual  expenditure  for  the  differ- 
ential payments  for  the  em  •  .tn  merchant  marine  In  foreign 
trade,  five  years  hence,  when  It  Is  expected  that  the  fleet  will  have 
symmetrically  developed  to  a  total  of  7.500.0OO  gross  tons,  which  It 
is  estimated  would  be  capable  of  carrying  about  one-half  of  the 
exports  and  Imports  of  the  country,  will  be  not  In  excess  of  $30.000.- 
•00.  For  the  first  year.  It  Is  estimated  that  the  annual  expenditure 
for  the  existing  fleet  will  not  be  In  excess  of  $15.000.000:  and  this 
annual  amount  will  Increase  gradually  as  the  results  of  a  national 
policy  of  encouragement  to  shipping  sre  realised  and  Improved  types 
of  new  steamers  are  completed  and  commlnsloned. 

Postal  earnings:  Any  vessel  enjoying  the  lx>neflt  of  direct  aid  shall 
relinquish  to  the  merchant  marine  fund  the  compensation  earned 
for  the  carriage  of  all  first  and  second  class  foreign  malls  from  the 
I'nlted  States.  With  this  object  In  view  the  Postmsster  General 
la  to  pay  such  earnings,  which  now  amount  to  about  $4.000.000  per 
annum.  Into  the  Merchant  Marine  Fund  Instead  of  to  the  vessel. 

Aid  to  special  types:  A  special  subvention  for  special  types  of 
design  and  propulsion  Is  not  thought  necessary.  The  Board  possesses 
a  surplus  of  vessels  having  excellent  hulls  but  poor  machinery,  and 
assistance  for  the  building  of  special  types  of  propulsion  can  be  given 
In  the  selling  of  the  hulls  nl  \  •  ,<•••*  to  purchasers  under- 

taking to  Install  such  special  machinery.  Much  assistance  may  also  he 
furnished  through  the  construction  loan  fund. 

The  building  of  special  types  of  ships  which  It  Is  desired  to  en- 
courage may  also  be  stimulated  through  the  <-.>nntructloii  loan  fund. 

Elasticity  In  administration  of  fund:  The  Shipping  Board  should 
have  power  In  Its  discretion.  In  those  cases  where  the  schedule  recom- 
mended doe*  not  afford  sufficient  remuneration  for  any  particular 
sjejrUe.  to  pay  an  additional  amount.  In  order  to  Induce  private  owners 

|p  operate  on  routes  that  are  regarded  as  vital  to  tl, v.  Inpment 

of  a  well  rounded  over-sen*  commerce  \utiMimtlrnlly.  such  addi- 
tional payments  are  subject  to  the  limitation  of  profits  as  above 

ined.     Whenever   the   Board 


outll 
of  aid  . 
for  In   the 


j.r*  «'  r .  '••••!     ...i    >  \    •  -    :  •  • 


shall     determine     that     the    amount 
It    may   reduce   the   payment    provided 


!••  rmanence  In  policy  of  government  alii  The  history  of 

government  aid  shows  clearly  that  a  number  of  years  Is  requ!r>-i! 
to  accomplish  It*  object.  It  Is  believed  that  a  period  of  at  least 
ten  rears  Is  necessary  for  the  accomplishment  of  the  program  of 
government  aid  recommended  In  this  report.  Time  Is  required  to 
effect  the  sale  of  the  Shipping  Board  fleet,  tn  Imlld  additional  ship*. 
and  to  establish  the  operation  of  new  services.  The  present  shipping 
depression,  which  may  continue  for  several  years,  will  make  difficult 
the  prompt  execution  of  the  entire  program  herein  recommended,  as 
well  as  an  accurate  detemlnatlon  of  the  results  achieved  under 
this  program  during  the  early  yearn.  Moreover,  the  full  co-operation 
of  bankers.  Investor*  and  private  shipping  companies  cannot  be  ob- 
tained unlesa  they  are  assured  of  a  reasonable  degree  of  permanency 
In  the  policy  of  government  aid. 

To  provide  an  aaaurance  that  the  policy  of  direct  aid  to  shipping 
will  be  continued  for  a  reasonable  length  of  time.  It  should  be  pro- 


labor  since  1905.  While  this  will  not  cover  the  total  differential  be- 
tween the  cost  of  operation  of  British  vessels  and  of  American,  it  is 
still  further  deficient  with  relation  to  competition  other  than  British. 
It  would  have  been  the  duty  of  the  Board  to  have  recommended 
a  greater  amount  of  aid  had  it  not  been  actuated  by  a  desire  to 
force  the  most  efficient  operation  possible  by  American  operators, 
by  giving  the  least  possible  aid  that  would  permit  competition, 
and  had  It  not  felt  that  considerable  assistance  would  be  derived 
from  Indirect  measures  and  from  the  sale  of  the  Shipping  Board 
vessels  at  world  market  prices. 

It  is  hoped  that  in  less  than  five  years  the  aid  proposed  would 
result  In  restoring  to  the  American  nag  a  porportion  of  our  foreign 
commerce  considerably  larger  than  50  per  cent,  but  it  Is  thought  that 
the  growth  of  the  annual  amount  allocated  to  the  fund  by  reason 
of  anticipated  Increase  in  our  foreign  trade  and  consequent  increase 
in  customs  duties  and  tonnage  taxes,  as  well  as  from  other  sources 
referred  to  above,  will  in  all  likelihood  provide  a  sufficient  amount 
for  the  purpose  of  direct  aid  to  all  American  flag  ships. 


vided   In  the  proposed  llglslatlon   that  the  Shipping   Board  may  enter 

•  with  prl 
_     j| 
above. 


Into  contracts  with  private  shipping  companies,  for  periods  up  to  ten 
years,   the  rate  of  payment    to   be   In   accordance  with   the   plan   pro- 


r-h.nt    jp.Hn»    f'U»j,     i 'in.!. mi    r.-celpt»:     The   fund    for   the 
aid    should    lx-    created    by   diverting    10    per   cent 


III. 

of  the  customs  collections  "on  all  Imports  'info  a  special  "fund"  Io 
be  known  as  the  merchant  marine  fund,  to  be  administered  by  the 
Shipping  Board  for  the  purpose  of  paying  the  compensation  to 
American  ships  on  the  basis  adopted. 

It  Is  estimated  that  for  the  fiscal  year  1922-1923  the  customs 
receipts  will  amount  to  about  $300.000,000:  10  per  cent  thereof  would 
h,.  j.  ,•.....,,.-. 

Tonnage  taxes:  This  fund  should  be  augmented  by  adding  thereto 
the  tonnage  taxes  collected  In  American  ports  from  all  ships,  Amer- 
ican and  foreign.  These  tonnage  taxes  for  the  ensuing  fiscal  year 
I  I*  estimated  will  be  $2.000.000  on  the  present  basis,  but  If  the 
nmreeSB  In  tonnage  dues  proposed  under  the  pending  measure  Is 
made  effective  the  collections  would  probably  amount  to  $4.000.000. 

Cfln-'M*^*!'  The  basic  direct  aid  proposed  will  not  fully  compen- 
sate lor  the  differential  In  fixed  charge  and  operating  costs  between 
^^^^P*n  *nd  British  ships.  When  the  (lalllnger  commission  In- 
vestigated the  situation  In  1)05.  they  recommended  direct  assistance 
of  $5  per  gross  ton  per  year. 

'ilpplne  Board  recommends  an  amount  of  equalization  which 
works  out  »t  I2.M)  per  gross  ton  per  year  for  the  ordinary  ship,  in 
iplte  of  the  great  advance  In  th*  cost  of  ship  construction  and  ship 


CLAIMS  AGAINST  SHIPPING  BOARD 

Tht   Traffic   World   Washington  Bureau 

A  new  method  for  handling  claims  against  the  Shipping 
Board  has  been  devised.  In  announcing  the  general  order  with 
reference  to  methods  of  adjusting  claims,  Elmer  Schlesinger, 
general  counsel  of  the  Board  said: 

Heretofore  the  absence  of  any  appropriation  from  which  it  has 
been  possible  to  pay  awards,  except  in  very  small  amounts,  has 
retarded  the  work  of  the  Shipping  Board  In  liquidating  the  thousand 
odd  claims  for  gross  amounts  aggregating  nearly  $140,000,000,  which 
remain  as  the  aftermath  of  the  program  of  constructing  and  requl- 
Hltlonlng  ships.  Both  the  Senate  and  the  House  have  now  passed 
and  sent  to  conference  an  act  appropriating  $50,000,000  for  payment 
of  claims,  of  which  $30.000,000  Is  to  be  available  immediately.  In 
preparation  for  prompt  action,  as  soon  as  the  appropriation  shall  be 
made,  the  Shipping  Board  has  for  some  time  been  giving  careful  In- 
tensive study  to  developing  Its  methods  of  liquidating  claims  so  as 
to  safeguard  the  disposition  of  public  funds,  and.  at  the  same  time, 
to  secure  for  the  claimants  as  fair,  prompt  and  decisive  adjustments 
as  possible. 

The  most  Important  new  features  In  the  plan  consist  In  arranging; 
to  have  all  claims,  except  those  of  unusual  character,  heard  by  the 
Individual  members  of  the  claims  commission  Instead  of  by  the  com- 
mission as  a  whole,  and  In  regrouping  the  functions  of  the  law  depart- 
ment of  the  Emergency  Fleet  Corporation.  There  has  been  created, 
under  Nathan  A.  Smyth,  general  counsel  of  the  Emergency  Fleet 
Corporation,  a  department  of  claims  which  will  have  entire  charge 
of  the  preparation  of  claims  to  be  heard  by  the  claims  commission. 
In  order  to  enable  Mr.  Smyth  to  devote  his  whole  time  to  this  work, 
the  division  of  contracts,  opinions  and  recoveries  and  the  division  of 
litigation  of  the  law  department  will  be  irsponsible  directly  to  Mr. 
Schlesinger,  general  counsel  of  the  Shipping  Board,  In  his  capacity 
of  vice  president  of  the  fleet  corporation  In  charge  of  law.  As  here- 
tofore, no  payments  on  claims  will  be  made  until  the  awards  have 
received  the  final  approval  of  the  Board. 

G«neral  Order  18,  as  Issued  by  the  chairman  of  the  Board, 
Is  aa  follows: 

There  will  hereafter  l«  a  Department  of  Claims.  It  will  be  cono- 
ilm  ted  by  N.  A.  Smyth.  general  counsel  of  the  fleet  corporation,  who 
will  report  and  be  responsible  directly  to  the  Chairman  of  the  United 
States  Shipping  Board.  In  the  administration  of  the  department,  Mr. 
Smyth  will  exercise  the  administrative  powers  of  a  vice  president  of 
the  fleet  corporation. 

In  the  department  of  claims  there  will  be  an  administrative  sec- 
tion and  a  legal  section. 

The  administrative  section  will  ho  under  I/.  C.  Palmer  as  director. 
This  section  will  have  charge  of  the  Investigation  and  preparation  of 
facts  concerning  claims,  and  will  be  responsible  for  the  determina- 
tion of  all  ii  l'  v. -i ni  facts,  such  as  audits  and  Inventories,  with  all  the 
accuracy  that  It  Is  now  and  under  existing  circumstances  possible 
to  secure. 

The  legal  section  will  he  under  Joseph  Fairbanks  as  director. 
This  section  will  prepare  claims  from  the  legcl  standpoint  and  inves- 
tigate and  determine  questions  of  law  which  may  arise,  calling  upon 
the  administrative  section  for  authoritative  determination  as  to  ques- 
tions of  fact.  It  will  present  claims  to  the  claims  commission,  or  Its 
OMsnbers,  and  will  prepare  settlement  agreements,  releases,  etc. 
_^3fce  directors  of  both  sections  shall  be  responsible  to  the  general 
-p|  of  the  fleet  corporation.  Mr.  Smyth,  who  shall  co-ordinate 
their  work  In  such  a  way  as  to  secure  thorough  Investigation,  and 
prompt,  orderly  and  proper  disposition  of  claims. 

Mr.  Smyth  Is  responsible  for  and  In  executive  charge  of  tho 
organization  and  for  the  efficient  working  of  the  department  as  a 
whole. 

All  persons  now  on  the  pay  roll  of  the  committee  on  settlement 
and  adjustment,  as  well  as  all  attorneys  and  other  persons  now  on 
the  law  department  pay  roll,  who  are  working  In  the  preparation  of 
clalnw.  are  hereby  transferred  to  the  department  of  claims,  and  shall 
!*•  carried  on  a  separate  pay  roll  to  be  known  as  the  department  of 
claims  pay  roll. 

In  order  to  enable  Mr.  Smyth  to  give  adequate  attention  to  the 
work  of  the  department  of  claims,  the  following  procedure  trill  be 
adopted  In  the  law  department  of  the  Emergency  Fleet  Corporation: 

The  division  of  contracts,  opinions  and  recoveries  will  he  con- 
ductfil  liy  Mr.  Freund  as  chief  counsel.  He  will  be  administratively 
responsible  to  Mr.  Schlcsinger,  vice  president  in  charge  of  law.  He 
may  report  directly  to  the  board  of  trustees,  or  to  the  vice  presidents 
of  the  fleet  corporation,  and  sign  and  be  responsible  for  onlnlnns. 
Contracts  or  opinions  Involving  payments  or  collections  of  $100,000 
or  over  must  be  approved  not  only  by  Mr.  Freund.  hut  also  by  Mr. 
S<  lilpHlngpr,  or.  In  the  absence  of  Mr.  Schlenlnger.  by  Mr.  Smyth. 

The  division  of  litigation  will  be  conducted  by  Mr.  Parker  as 
chief  counsel.  He  will  he  administratively  responsible  to  the  vice 
president  In  charge  of  law.  As  chief  counsel  of  the  division  he  may. 
In  his  own  name,  sign  correspondence  and  give  such  orders  and  In- 
structions a*  may  be  necessary.  In  consultation,  In  matters  of  major 
policy  with  the  vice  president  In  charge  of  Inw.  or  In  his  absence.  . 
with  the  general  counsel.  He  may  report  directly  to  the  board  of 
trustees  or  to  the  vice  presidents.  Mr.  Parker  will  also  be  In  charge 
of  the  prosecution  of  Important  contested  claims  before  the  Claims 
Commission. 

District  counsel  will  he  subject  to  the  administrative  control  of 
the  vice  president  in  charge  of  law.  They  will  be  under  the  Imme- 
diate direction  and  nuoervlslon  of  Mr.  Freund  or  Mr.  Parker,  accord- 
Ing  to  the  suhjpct  matter  of  their  work. 

The  admiralty  division  will  he  under  the  administrative  control  of 
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the  general  counsel,  Mr.  Smyth,  and  through  him  responsible  to  the 
vii'e  president  in  charge  of  law.  Jt  will  report  to  and  through  the 
Keneral  counsel  :ind  roiiimunifiitions  from  the  admiralty  division  must 
be  approved  by  the  general  counsel. 

Bolitha  Laws  is  appointed  administrative  assistant  to  the  general 
counsel,  and  shall  have  charee  of  all  administrative  matters  and  of 
the  personnel  in  the  law  department,  except  that  of  the  claims  de- 
partment. He  is  authorized  to  sign  travel  orders,  vouchers  and  pay 
rolls  for  the  law  department.  He  may  act  for  the  general  counsel 
or  the  vice  president  in  charge  of  law  in  all  matters  delegated  to 
him  not  involving  claims  or  matters  of  major  policy. 

1.  The  jurisdiction  of  the  claims  commission  will  be  as  prescribed 
in  the  resolution  of  the  Shipping  Board  dated  August  24.  1921. 

The  ordinary  procedure  of  the  claims  commission  will  be  as 
follows : 

(a)  The   chairman   of  the   claims   commission   will   assign   claims 
for  hearing  to  the  various  members  of  the  commission. 

(b)  The  claims  department  will  notify  the  secretary  of  the  com- 
mission whenever  claims  are   prepared.     The   commissioner   to  whom 
and  such  claim  has  been  assigned  will  call  the  claimant,  or  his  repre- 
sentative, and  the  representative  of  the   claims  department  who  has 
the  matter  in  charge,   into  conference.     The  commissioner  in  charge 
will  act  as  arbitrator.     He  will  endeavor  to  bring  the  parties  together 
in  a  negotiated  settlement  of  which  he  approves.     Failing  this,  he  will 
announce  his  decision  on  the  controverted  issues  and  make  an  award 
thereon. 

(c)  If   the   claimant   is   willing   to   accept   an   award   made   by   a 
commissioner,  such  award  will  be  referred  to  the  Shipping  Board  for 
approval   or  rejection.     The   general    counsel   of   the   fleet   corporation 
shall  file   with   it  either  a   recommendation   that  it   be   adopted   or  a 
notice  of  specific  objections  thereto.     The  Shipping  Board  may  accept 
the  award  or  refer  it  back  to  the  claims  commission  with  a  statement 
of  objections,  in  which  case  the  claims  commission,  as  a  whole,  shall 
rehear  the  case.     The  resulting  award   may   be  accepted   or  rejected 
by  the  claimant  or  the  Shipping  Board.     If  the  claimant   refuses  to 
accept   any  award   he   shall   have   no  other   recourse,   except   such   as 
may  be  provided  in  the  court  of  claims.    If  the  Shipping  Board  rejects 
the  award,  such  rejection  shall  be  final,  without  prejudice  to  right  of 
the  claimant  to  go  to  the  court  of  claims. 

(d)  All  settlements  made  under  the  jurisdiction  of  a  single  com- 
missioner must  be  approved  by  the  chairman  of  the  claims  commis- 
sion and  by  the  general  counsel  of  the  fleet  corporation.     As  soon  as 
approved  they  must  be  presented  to  the  Shipning  Board  for  accept- 
ance or  rejection,   accompanied   by  a   brief  statement   of  the   general 
counsel  as  to  the  basis  of  settlement. 

The  chairman  of  the  claims  commission  and  the  general  counsel 
of  the  fleet  corporation  shall,  in  consultation,  select  from  time  to  time 
such  claims  the  nature  of  which  would  make  it  appear  should  he 
heard  by  the  claims  commission  sitting  as  a  whole.  These  should  be 
placed  on  the  contested  calendar  of  the  claims  commission  and  heard 
as  heretofore.  Awards  made  in  such  cases  by  the  claims  commission 
shall  be  subject  to  acceptance  or  rejection  by  the  claimant  and  the 
Shipping  Board. 

When  an  award  or  settlement  has  been  accepted  or  approved  by 
the  Shipping  Board,  an  agreement  of  settlement  in  accordance  there- 
with and  in  form  approved  by  the  genera]  counsel  of  the  Emergency 
Fleet  Corporation,  shall  be  executed  by  the  proper  officers  of  the 
corporation  and  (if  appropriations  be  then  available  therefor)  such 
payments  as  may  be  called  for  under  the  agreement  shall  be  made, 
and  such  other  action  taken  as  may  be  stipulated  therein.  Such 
contracts  may  be  executed  by  any  vice  president  of  the  fleet  corpora- 
tion or  by  its  general  counsel. 


the  situation,  and  can  be  secured  more  promptly  than  a  general  re- 
vision of  the  Harter  Act  to  bring  it  into  conformity  with  the  Hague 
Rules. 

The  National  Foreign  Trade  Council  is  planning  to  call  a 
meeting  of  ship  owners,  traffic  managers,  bankers,  and  insurance 
men,  during  the  Philadelphia  Foreign  Trade  Convention,  May  10, 
11,  and  12,  in  order  to  consider  these  rules  and  to  take  steps  nec- 
essary to  secure  their  adoption. 


BARE  BOAT  CHARTER  TONNAGE 

J.  Barstow  Srnull,  vice  president  of  the  United  States  Ship- 
ping Board  Emergency  Fleet  Corporation,  in  charge  of  charters 
and  allocations,  announced,  March  1,  that  the  Emergency  Fleet 
Corporation  had  39  boats  totaling  151,000  deadweight  tons  on 
bare  boat  charter. 

Recently  the  board  of  trustees  of  the  Emergency  Fleet  Cor- 
poration adopted  a  rule  whereby  all  bare  boat  charters  should 
be  for  not  less  than  one  year,  and  the  last  four  ships  so  char- 
tered were  based  on  that  period,  the  price  remaining  the  same 
— 50  cents  per  ton. 


COUNCIL  RECOMMENDS  HAGUE  RULES 

American  ship  owners  and  operators  are  urged  by  the  Na- 
tional Foreign  Trade  Council  to  issue,  as  soon  as  possible,  bills 
of  lading  drawn  in  conformity  with  the  Hague  Rules,  1921. 
The  following  statement  was  issued,  February  28.  by  the  execu- 
tive committee  of  the  council,  of  which  James  A.  Farrell,  Presi- 
dent of  the  U.  S.  Steel  Corporation,  is  chairman: 

The  committee  believes  that  these  rules  embody  as  favorable  a  re- 
adjustment of  the  distribution  of  liability  between  shipper  and  car- 
rier, as  can  at  present  be  secured.  While  fully  cognizant  that  these 
rules  do  not  satisfy  many  of  the  demands  of  the  shippers,  the  com- 
mittee is  of  the  belief  that  their  adoption  will  constitute  a  substantial 
step  in  the  right  direction,  and  will,  in  fact,  confer  very  real  benefit 
on  the  foreign  trade  of  the  United  States. 

The  committee  wishes  to  point  out  that  ocean  transportation  is  an 
international  business,  and  that  American  companies  cannot  continue 
to  compete  in  the  carrying  trade  of  the  world  if  saddled  with  burdens 
not  imposed  on  their  foreign  competitors.  If  it  is  desired  to  secure  ad- 
ditional modifications  in  the  relationship  between  shipper  and  carrier, 
the  commttee  feels  that  action  to  this  end  should  be  taken  simul- 
taneously by  the  leading  maritime  powers. 

The  committee  is  of  the  opinion  that  the  principle  of  uniformity  of 
commercial  documents,  to  which  the  National  Foreign  Trade  Council 
has  frequently  declared  its  allegiance,  will  be  materially  aided  by  the 
adoption  of  the  Hague  Rules,  1921. 

The  committee  urges  upon  American  ocean  carriers  the  desirability 
of  putting  these  rules  into  effect  at  the  same  time  that  they  are  first 
applied  elsewhere,  thus  enabling  our  shippers  to  offer  their  foreign 
customers  shipping  documents  providing  as  great  a  degree  of  protec- 
tion as  will  be  afforded  by  our  competitors'  bills  of  lading. 

Inasmuch  as  the  Hague  Rules.  1921,  embody  some  provisions  not 
in  complete  conformity  with  the  Harter  Act,  1893.  which  is  the  con- 
trolling legislation  in  the  United  States,  the  committee  is  of  the  opin- 
ion that  Congress  should  pass  enabling  legislation  which,  while  retain- 
ing the  Harter  Act  in  force,  will  permit  American  ocean  carriers  to 
make  contracts  in  accordance  with  the  provisions  of  the  Hague  Rules 
1921.  The  committee  feels  that  such  enabling  legislation  will  meet 
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In  substance,  if  not  in  form,  the  amendments  to  Part  II  of 
the  export  form  of  bill  of  lading,  suggested  by  the  Shipping 
Board  for  adoption  by  the  commission,  as  a  condition  precedent 
to  the  approval  of  the  Commission's  work  by  the  Board,  bring 
to  an  issue  the  controversy  of  long  standing  between  the  Com- 
mission and  the  Board.  Under  section  19  of  the  Merchant  Marine 
Act, 1920,  the  Shipping  Board  claims  the  right  to  revise  whatever 
the  Commission  or  any  other  governmental  agency  may  do  that 
affects  the  shipping  in  foreign  trade,  other  than  the  rules  and 
regulations  of  the  Public  Health  Service,  the  Consular  Service, 
and  the  Steamboat  Inspection  Service. 

The  two  bodies  have  had  a  joint  committee  working  on 
matters  that  fall,  apparently,  partly  within  the  scope  of  the  one 
body  and  partly  within  the  scope  of  the  other.  The  committee, 
however,  has  not  been  able  to  bring  about  agreement  on  all 
things.  Conditions  to  be  carried  in  Part  II  of  the  export  bill  of 
lading  form  constitute  part  of  the  disagreement. 

Under  Section  19.  the  Shipping  Board  has  the  right,  in  the 
event  a  governmental  agency  will  not  change  rules  or  regula- 
tions made  by  it  coming  within  the  area  designated  by  that  sec- 
lion,  to  take  an  appeal  to  the  President  and  his  decision  shall 
be  final.  The  Shipping  Board,  having  indicated  what  It  thinks 
should  be  done  with  the  rules  and  regulations  already  prescribed 
by  the  Commission,  thereby  has  laid  a  foundation  for  appeal 
to  the  President  for  settlement  of  the  disagreement. 

The  Commission,  in  its  last  annual  report  mentioned  the 
controversy  between  itself  and  the  Shipping  Board,  saying  it 
did  not  agree  with  the  contention  of  the  Board  that  section  19 
applied  to  the  Interstate  Commerce  Commission.  In  that  report, 
made  to  Congress  and  not  to  the  President,  because  the  Com- 
mission has  no  duty  to  tell  him  anything,  it  said  it  was  desirable 
that  Section  19  be  amended  specifically  to  exclude  the  Commis- 
sion from  its  terms. 

While  the  Shipping  Board  did  not  announce  an  intention 
to  carry  the  matter  to  President  Harding,  in  the  event  the  Com- 
mission failed  to  make  the  changes  suggested  fey  it,  the  mere 
fact  that  it  signified  its  intention  to  withhold  approval,  and  the 
fact  that  the  Commission  took  the  matter  so  seriously  as  to 
announce  a  hearing  to  be  held  March  4,  led  to  the  conclusion  by 
many  of  those  to  whose  attention  the  controversy  came,  that 
the  Board  would  carry  the  matter  to  the  White  House.  It  would 
be  illogical,  it  was  suggested,  for  the  Board  to  give  notice  of  its 
intention  to  stand  on  Section  19,  without  intending  to  use  all 
the  power  supposed  to  be  given  by  that  part  of  the  so-called 
Jones  shipping  law. 

The  Commission's  announcement  on  the  subject,  was  as 
follows: 

The  Commission  is  in  receipt  of  a  communication,  dated  February 
20,  1922,  from  the  United  States  Shipping  Board  in  which  the  latter 
recommends  that  certain  amendments  which  it  considers  essential  be 
made  in  Part  II  of  the  uniform  through  export  bill  of  lading  prescribed 
by  the  Commission  in  Export  Bill  of  Lading,  64  I.  C.  C.,  347.  Without 
these  amendments,  the  Shipping  Board  states  that  "it  is  unable  to 
give  its  approval  pursuant  to  the  provisions  of  section  19  of  the  Mer- 
chant Marine  Act,  1920,"  for  the  reason,  among  others,  that  the  Ship- 
ping Board  intends  to  promulgate  a  port  bill  of  lading  in  the  near 
future  and  believes  that  •  there  should  be  no  variance  in  essential 
particulars  between  the  two  bills. 

Upon  receipt  of  this  communication  the  Commission,  on  February 
23,  1922.  reopened  the  case  for  further  hearing,  such  hearing  to  be 
limited  to  the  reasonableness  and  propriety  of  the  suggested  provisions 
for  inclusion  in  Part  II  of  the  uniform  through  export  bill  of  lading. 
The  proposed  amendments,  together  with  the  reasons  given  in  support 
thereof,  are  set  forth  in  the  order  of  February  23,  1922,  reopening  the 
case.  The  proceeding  is  assigned  for  hearing  on  March  4,  1922,  at  10 
o'clock  a.  m.,  at  the  office  of  the  Commission,  Washington,  D.  C., 
before  Chairman  McChord  and  Commissioners  Hall  and  Potter. 

The  report  and  order  of  the  Commission,  supra,  were  made  on 
October  II,  1921,  to  become  effective  February  15.  1922.  Subsequently, 
upon  application  by  the  respondent  carriers,  the  effective  date  of  the 
order  was  extended  to  March  15,  1922.  A  tariff  containing  the  form  of 
uniform  through  export  bill  of  lading,  together  with  the  forms  of 
domestic  bill  and  live  stock  contract  prescribed  in  Domestic  Bill  of 
Lading  and  Live  Stock  Contract,  64  T.  C.  C..  357.  66  I.  C.  C..  63,  has 
been  filed  with  the  Commission.  The  Commission  is  advised  that 
considerable  work  has  been  done  and  expense  incurred  in  the  matter 
of  printing  supplies  of  the  bills  prescribed  by  it.  For  these  reasons, 
and  in  order  to  avoid  delay  and  confusion,  it  is  provided  in  the  order 
reopening  the  case  for  further  hearing: 

"That  pending  such  hearing,  and  decision  thereon,  the  order  en- 
tered herein  on  October  21,  1921,  as  modified  by  order  of  January  30, 
1922,  shall  remain  in  full  force  and  effect." 

An  early  decision  will  be  rendered.  In  the  event  that  the  further 
hearing  shows  that  amendments  such  as  are  recommended  are  appro- 
priate, the  effective  date  of  any  order  of  the  Commission  prescribing 
amendments  will  be  such  as  to  allow  a  reasonable  time  for  making 
changes,  due  consideration  being  given  to  the  supplies  of  unused 
printed  forms  on  hand. 

The  reopening  of  the  proceeding  is  restricted  to  that  portion   re- 
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lating  to  the  uniform  through  export  bill  of  lading,  and  does  not  affect 
In  any  way  the  domestic  hill  of  lading  or  the  live  stock  contract. 

The  amendments,  and  the  reasons  given  in  support  thereof 
by  the  Shipping  Board,  are  as  follows: 

I.  Renumber  paragraph  3  as  paragraph  3(a).  and  change  $100  to 
read  $250. 

Reasons:  Under  existing  conditions  the  (100  valuation,  originally 
adopted  many  year*  ago.  seems  Inadequate.  The  valuation  under  the 
Hague  rule*  which  has  been  generally  adopted  by  the  foreign  steam- 
ship lines.  I*  1100;  $250  la  the  value  urged  by  many  American  ship- 
pers, which  seem*  a  reasonable  compromise. 

II.  Add  a  new  paragraph  numbered  3ib>.   to  read: 

"Claims  for  loss,  damage  or  delay,  must  be  made  In  writing  to  the 
carrier  receiving  the  goods  for  transportation  between  port  A  and 
port  B  before  the  goods  are  removed  from  the  custody  of  such  carrier, 
unless  under  all  the  circumstances  such  limitation  of  time  for  making 
claim  is  unreasonable,  and.  in  that  event,  such  claim  must  be  made 
within  a  reasonable  time.  In  case  of  failure  to  make  delivery  of  the 
goods,  such  claim  must  be  made  wilhin  a  reasonable  time  after  goods 
should  have  been  delivered.  Unless  claims  are  so  made  the  carrier 
shall  not  be  liar 

Reasons:  There  is  no  'Notice  of  claim"  clause  in  Part  II  of  the 
export  bill  of  lading.  In  accordance  with  paragraph  14  the  "Notice 
of  claim"  clauses  In  the  port  bills  of  lading  would  be  Incorporated. 
These  provisions  are  often  very  unreasonable.  It  seems  desirable. 


therefore,  to  insert  in  Part  II  a  reasonable  "Notice  of  claim"  clause. 

III.  Add  a  new  paragraph  numbered  3(c),  to  read: 

"The  carrier  shall  not  be  entitled  to  the  benefit  of  any  insurance 
that  may  have  been  effected  by  the  shipper  upon  the  goods  shipped 
thereunder." 

Reason:  Many  of  the  port  Mils  of  lading  commonly  in  use.  th< 
provisions  of  which  are  incorporated  by  paragraph  14  of  the  export 
bill  of  lading,  contain  clauses  which  attempt  to  give  the  carrier  the 
benefit  of  insurance  effected  by  the  shipper.  It  is  generally  conceded 
both  by  shippers  and  carriers  that  such  clauses  are  unreasonable  and 
that  in  practice  they  rarerly  accomplish  any  result.  They  should 
therefore  be  eliminated  and  this  will  be  accomplished  by  the  proposed 
paragraph  3  (c). 

IV.  Substitute  the  following  paragraph   14   for  the   present  para- 
graph 14  of  the  export  bill  of  lading: 

"The  property  covered  by  this  bill  of  lading  is  subject  to  all  con- 
ditions expressed  in  the  regular  form  of  port  bill  of  lading  in  US€ 
by  the  steamship  company  on  the  date  of  execution  of  this  document 
and  on  file,  in  accordance  with  the  rules  and  regulations  of  the  United 
States  Shipping  Board  nnd  or  the  Interst«te  C'omnu-rr*1  rnimtiission 
but  if  any  of  such  conditions  are  in  conflict  with  conditions  1-15  ol 
Part  II  of  this  bill  of  lading,  the  latter  conditions  shall  control." 

Reasons:  The  purpose  of  this  amendment  is  to  make  it  certain 
that  the  provisions  of  the  port  bills  of  lading  covering  particular 
trades,  routes,  commodities  and  terminal  conditions,  shall  be  incor- 
porated. At  the  same  time.  It  insures  that  the  conditions  found  in 
Part  II  of  the  export  bill  of  lading  shall  always  be  controlling. 
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For  purposes  of  making  individual  freight  rates  and  rate 
structures,  the  country  is  divided  Into  various  traffic  or  rate 
territories  which  come  under  the  jurisdiction  of  so-called  freight 
traffic  associations.  Each  railroad,  subject  to  existing  public 
regulation,  make*  its  own  strictly  non-competitive  freight  rates 
independently;  but  experience  has  convinced  the  carriers  that 
In  the  making  of  competitive  rates  a  measure  of  co-operation 
is  essential.  The  rate-making  officials  of  the  lines  throughout 
the  United  States  meet  In  the  committees  of  their  organized 
traffic  associations  mutually  to  discuss  contemplated  changes 
In  competitive  rates  before  putting  them  Into  effect  or  filing  them 
with  the  Interstate  Commerce  Commission  or  proper  state 
commission. 

Present-Oay  Freight  Traffic  Associations 

Four  classes  or  types  of  freight  traffic  associations  are  op- 
erative at  the  present  time:  (1)  The  larger  or  major  associa- 
tions which  cover  extensive  area*  and  are  of  dominant  impor- 
tance are  as  follows:  (a)  The  New  England  Freight  Associa- 
tion: (b)  the  Trunk  Line  Association:  (c)  the  Central  Freight 
Association:  (d)  the  Western  Trunk  Line  Committee:  (e)  the 
Southern  Tariff  Committee;  (f)  the  Associated  Railways  of  Vir- 
ginias and  the  Carollnas;  (g)  the  Southern  Freight  Association; 
(h)  the  Southeastern  Mississippi  Valley  Association:  (I)  the 
Transcontinental  Freight  Bureau:  and  (j)  the  Canadian  Freight 
Association.  The  traffic  territories  within  which  these  associa- 
tions operate  are  indicated  In  map  No.  2. 

(2)  In  addition  to  these  larger  associations,  there  are  vari- 
ous minor  freight  traffic  associations,  whose  Jurisdiction  <**HjU- 
ited  to  single  states  or  other  smaller  defined  sections.  AMflSnf- 
tlons  of  this  type  Include:  (a)  The  Middle  States  Freight 
Association:  (b)  Mississippi  Valley  Freight  Association:  (c) 
Illinois  Freight  Committee;  (d)  Michigan  Freight  Committee; 
(e)  Virginia  Freight  Traffic  Association;  (f)  Local  Utah  Freight 
Bureau;  (g)  Colorado-Utah  Freight  Bureau:  (h)  Colorado  Freight 
Bureau:  and  (i)  the  Pacific  Coast  Freight  Bureau 

3.  There  are  various  local  traffic  associations  which  are 
concerned  with  the  traffic  of  particular  cities  or  rate  zones. 
Associations  of  this  kind  are  found  at  Buffalo.  Cleveland-Lorain. 
Cincinnati.  Detroit,  Dayton.  Indianapolis.  Toledo.  Louisville. 
Wheeling.  Pittsburgh.  Springfield.  Milwaukee.  Minneapolis,  Pe- 
orla.  New  Orleans.  Danville,  and  perhaps  at  other  points. 

(4)  Lastly,  there  are  a  number  of  special  traffic  associations 
with  jurisdiction  over  particular  kinds  of  traffic:  (a)  The  Gulf 
Foreign  Freight  Committee:  (b)  Southern  Iron  Committee;  (c) 
Ohio  Coal  Traffic  Committee;  (d)  Indiana-Illinois  Coal  Traffic 
Iluroau;  (e)  St.  Louis  Coal  Traffic  Bureau;  (f)  Chicago  and 
Ohio  River  Committee;  (g)  St.  Louis  Eastbound  Freight  Com- 
mittee: (h)  the  St.  Louls-Clnclnnatl-Loulsville  Freight  Commit- 
tee: and  (i)  the  Standing  Switch  Committee. 

Functions  of  Freight  Traffic  Associations 
The  origin  of  presnt-day  freight  traffic  associations  goes 
back  to  the  rate-agreements  and  pools  of  the  padt.  The  pre- 
dominant methods  of  co-operation  among  the  railroads  during 
the  fifties  and  sixties  was  the  simple  rate  agreement.  The  In- 
terchange of  opinions  was  then  of  little  value.  Most  of  such 
agreements,  however,  were  short-lived  anil  Ineffective,  because 
there  was  no  way  to  enforce  them.  Rate  wars  and  rate  agree- 


ui.-nis  followed  each  other  intermittently.  Some  form  of  organ 
ization  or  association  usually  accompanied  the  early  rate  agree 
ments.  The.  agreement  of  1858,  for  example,  between  the  foui 
eastern  trunk  lines  operating  at  that  time— the  Pennsylvania 
Railroad,  the  Baltimore  &  Ohio,  the  Erie,  and  the  New  Yori 
Central — were  signed  by  their  respective  presidents,  and  the 
nent  provided  that  differences  should  be  adjusted  by  media 
lion  or  arbitration. 

During    the    seventies,    when    railroad    lines    1.000    miles    in 

length    had    come    into   existence,    competition    became    so    per- 

•   that  it  became  a  common  practice  to  couple  rate  agree 

ments  with  pooling  arrangements.     The  pools  were  of  two  kinds 

'he  money  pool  In  which  they  divided  portions  of  their  oper 

ating  revenues  according  to  agreed  percentages,  and  the  traffic 

pool  in  which   they  apportioned  their  freight  tonnage.    H  was 

not  until   then   that   traffic  associations,  as  they  are  at  present 

known,   were   formally  organized.     Their  main   work  until   1887 

was  to  make  and  administer  rate  agreements  and  pools. 

When  Section  5  of  the  interstate  commerce  act  of  1887  de- 
clared pooling  of  railroad  traffic  or  earnings  unlawful,  some  ol 
the  old  associations  were  abandoned,  but  most  of  them  were 
merely  reorganized,  i.  e.,  they  discontinued  their  pooling  ar- 
rangemnts  and  endeavored  to  obtain  the  desired  co-operation 
by  entering  Into  rate-agreements  differing  from  the  early  agree- 
ments of  the  fifties  and  sixties  in  that  they  provided  means  for 
their  enforcement.  They  could  not  be  enforced  in  the  courts  like 
ordinary  contracts,  but  the  carriers  agreed  to  deposit  certain 
sums  which  would  be  forfeited  in  case  they  violated  their  rate 
agreements.  Much  difficulty  was.  however,  encountered  during 
the  long,  extended  panic  of  1893.  In  1895,  the  eastern  trunk 
lines  in  fact  organized  a  new  association,  known  as  the  Joint 
Traffic  Association,  which  attempted  to  pool  the  traffic  of  its 
members.  It  was  promptly  attacked  in  the  courts,  and  in  1898 
was  declared  to  be  Illegal,  partly  on  the  ground  of  violating  the 
anti-pooling  clause  of  the  Interstate  commerce  act.  and  partly 
on  the  ground  that  Its  rate  agreements  violated  the  Sherman 
anti-trust  act  of  1890. 

The  Joint  Traffic  Association  decision  of  the  United  States 
Supreme  Court,  by  applying  the  anti-trust  law  to  rate  agree- 
ments, merely  reaffirmed  the  decision  which  it  had  in  the  previ- 
ous year  rendered  against  the  Trans-Missouri  Freight  Associa- 
tion. After  1897-98,  therefore,  the  railroads  were  obliged  to 
abandon  their  rate  agreements.  They  did  not.  however,  dis- 
continue their  freight  traffic  associations.  They  reorganized 
them  so  as  to  come  within  the  law  and  yet  to  afford  a  measure 
of  co-operation.  At  the  same  time,  as  was  stated  In  lesson  No. 
1,  the  movement  of  railroad  consolidations  was  advanced  rapidly 
and  many  lines  were  brought  under  common  management  or 
control. 

Since  1898.  the  freight  traffic  associations  have  served 
neither  as  pooling  nor  formal  rate-agreement  organizations.  Each 
association  has  one  or  more  rate  committees  which  discuss  all 
contemplated  changes  In  competitive  rates.  Each  road  Is  usually 
represented  by  its  general  freight  agents  or  freight  traffic  man- 
ager. When  any  member  of  an  association  wishes  to  change 
a  competitive  rate,  It  notifies  the  chairman,  president,  or  other 
designated  association  official,  who  promptly  Informs  all  the 
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roads  interested.  The  rate  is  then  discussed  by  the  proper 
committee.  Care  is  taken  in  the  articles  of  organization  to  make 
It  clear  that  the  committees  do  not  make  rate  agreements  and 
that  each  road,  subject  to  control  by  the  federal  or  state  gov- 
ernments, retains  its  full  power  to  charge  whatever  rates  It 
desires.  The  committee  meetings,  however,  afford  a  place  where 
the  competitive  rates  may  be  fully  discussed,  and  they  usually 
result  in  harmonious  action  on  the  part  of  all  the  lines.  There 
is  no  signed  agreement  and  no  penalty  against  open  competition, 
but  each  line  knows  from  past  experience  that  co-operation  is 
essential  in  rate-making. 

In  addition   to  their  main  function  —  the  attainment  of  cffl- 

<S>era.Liuji    in    making    nf   c^mnpfTfTvp    r^toa—  frelghf"    trafTW-    asso- 


ciations at  times  perform  oflie.r  wprjr  Classification  exceptions, 
Fate  ^visions  and  special  roiniietilive  diaries  other  than  freight 
rates  may  be  similarly  mutually  discussed;  traffic  statistics 
may  be  compiled;  rate  tariffs  and  classification  exception  sheets 
may  be  issued  through  its  officers  for  the  individual  railroads 
who  are  members  of  the  associations,  and  a  weighing  and  in- 
spection bureau  may  be  maintained  to  examine  and  correct 
errors  and  fraudulent  practices  in  connection  with  charges, 
classifications,  weights  and  freight  billing. 

During  the  period  of  federal  control  these  freight  traffic 
associations  were  temporarily  displaced  by  freight  rate  com- 
mittees, the  membership  of  which  comprised  representatives  of 
both  shippers  and  failroads.  The  established  rate  territories  or 
groups,  however,  were  retained  by  the  United  States  Railroad 
Administration  for  rate-making  purposes,  and  it  was  realized 
that  the  vast  number  of  Individual  rate  adjustments,  made 
necessary  when  the  general  level  of  rates  was  advanced  25  per 
cent,  required  the  active  services  of  territorial  organizations 
fully  conversant  with  established  rate  structures  and  local  con- 
ditions. 

After  the  railroads  were  returned  to  their  owners  the  freight 
traffic  associations  of  the  carriers  resumed  their  former  juris- 
diction. The  transportation  act  of  1920.  moreover,  has  so_ 
chanced  the  law  governing  railroad  pooling  thqf  in  the  future 


the   t-arrierp  piay,  unon   specific 


the  Interstate 


rnmmiaajon,  pool  either  their  traflfa  pr  thoii- 
wj)ea  in  the. opinion  of  the  Commission  such  ponling  arrange^ 
inenta  "wHLMin  .the  interest -Ol  better  service  to.  tUe  .nubile, _QT 
•  -I  unomy  Jnxjpexation.  and  will  not  unduly  restrain  competition." 
Tlje  associations  liaye  na.t  to.  date_  entered  into_pooHng_ar_- 
rangeme£Js,  Jyt  JEey__are_again  Dej-forniing  tfifirjire-^ar  func,- 
tjpns.  Their  work  is  important  both~to  the  carriers  arid"  the 
shippers.  Without  these  associations  or  equivalent  traffic  organ- 
izations of  some  kind  the  development  of  freight  rate  structures 
adapted  to  the  needs  of  different  sections  of  the  United  States 
would  be  difficult, 'if  not  impossible. 

ST.  LAWRENCE  WATERWAY  DEBATE 

The   Traffic   World   Washington  Bureau 
Governors  Henry  J.  Allen  of  Jtanaas  and   Nathan. 


-^^^MUMMBA^bMMMjMB^^_d^t_2^£^f^^^Ui^rfMHMMM*»*^*1*'    •^•M-ma^itt4i_-AikA±i5^J|^_Vl 

New  York  engaged  in  a  debate  on  the  question  of  the  proposed 
Great  Lakes-Si  Lawrence  waterway  project,  before  fne  National 


""•"•••-     ••fr-Ti^in-c     r.mciv.n»     ...,i.r-.:l.     .Ir-llllt-     (  ||^    l^miypai 

Rivers  and  Harbors  Congress^  In  Washington.  March  1  Gov- 
ernor Allen,  who  championed  the  project,  was  assisted  by  H.  H. 
Merrick  of  Chicago.  He  took  the  position  that  the  waterway 
was  an  absolute  necessity  as  an  outlet  for  the  surplus  produc- 
tion of  the  Middle  West,  saying,  in  part: 

Our  eighteen  states  of  the  raid-west  constitute  the  surplus   food 
producing   area   of   the   United    States.      Seventy   per   cent   of   all   the 
wheat   produced    in   the   United   States,    66   per  cent   of   all   the   corn, 
>0  pop  cent  of  all  the  oats.  70  per  cent  of  the  barley,  are  produced  in 
the   Mississippi   Valley   and    contiguous   states,    and    for   all    time   we 
have   had    presented    before    us   the   tragedy   of   transportation   while 
>thers  of  you  have  been  thinking  of  transportation   in   terms  of 
and   oceans  and   coming  here   for  your  annual   appropriations, 
which   we  have   come   to   term   good   naturedly   "pork   barrel"   appro- 
priations. 

Never  have  we  raised   a  voice  against  any   appropriations   for  a 
raterway.   althoutrh   never  have  we  had  any  advantage  of  a  water- 
way     Even  has  It  come  to  the  point  in  the  nast  that  we  have  dis- 
rrlm  natory   freight   rates   charged   by   the   railways   to   make   ur>   the 

•'••licit  they  hnv.>  I n  allowed  to  create  In  favor  of  some  theoretical 

water  competing  point. 

They  hnv.-  cr<  Btted  i  deficit  for  the  purpose  of  stamping  out  com- 
petition, and  they  know  they  have  come  to  the  middle  west  and  to 
the  areas  that  are  far  from  any  benefits  of  water  competition  and 
thny  have  mnde  us  pay  for  our  own  funeral. 

The  tragedy  of  Irnnsportatlon  as  It  grips  the  Mid'dle  West  is  a 
real  tragedy.  And  when  you  present  to  us  the  Idea  that  we  mav 
bring  the  seacoast  1,200  miles  nearer  to  the  Middle  West  than  it 
now  Is.  without  any  intention  whatsoever  to  Inlure  New  York  ive 
thnt  seacoast  Is  a  good  thing  for  New  York  we  would  like 
to  have  it  also. 

rt^ilV?  now  Producing  our  foodstuffs  upon  the  longest  rail  radius 

in   the  history  of  the  world.     The  competing  countries   that   produce 

wheat    produced    It    upon    a    rail    rodlus    of    two    hundred    to    three 

iiindrod   miles.     Now  there  comes  the   simple  proposal  that  we  mav 

get  nearer  the  coast,  and  all  of  the  engineers  who  have  investigated 

the   situation  have   said   that  It  Is  feasible,   that  It   Is  practical 

w«T  P    rtPfHS'  "'  transportation   as  we  confront  it  In   the   Middle 

t   Is   that   there   are   not   enough   box   cars   when   we   need    them 

U"      n      ^nv.e   ™nferences   by   the   dozens   with    railroad   p-esldents 

nnd    railroad    traffic    mnnneers.      They   would    come    to   my    ofn«-       T 

wld  say.    'For  pity's  sake,  let's  get  some  box  cars,   twe'ntv  million 

o»n™t8   °r»  T£ent   *T*J>"**    upon    the    Kansas   wheat   fields    and    we 

boS  S£r? "  °    he  port  of  export  because  we  cannot  find  any 


Then  they  would  start  an  investigation.  They  would  find  the 
box  cars  tied  up  at  the  port  of  New  York,  Galveston  and  elsewhere. 
"Why,"  said  a  man  to  me,  "when  you  start  a  carload  of  grain  from 
Chicago  to  New  York,  when  it  has  reached  Trenton  it  is  only  half 
way;  only  half  way  so  far  as  time  is  concerned  and  not  half  wax- 
yet  so  far  as  future  expense  is  concerned."  So  when  they  bring  to 
us  the  attractive  Idea  that  we  may  shorten  our  rail  haul  by  having 
ocean  boats  at  Chicago,  we  say  "if  it  can  be  done."  Oh,  there  is  in 
that  expression  no  sectionalism,  no  sentiment  against  New  York. 
God  bless  New  York! 

One  of  the  protestants  against  this  project  has  submitted  the 
barge  canal  of  New  York  as  the  only  remedy.  Let  me  say  now  that 
we  have  no  fight  upon  the  barge  canal  of  New  York.  The  most  en- 
thusiastic of  its  supporters  tell  us  that  it  is  capable  of  taking  care  of 
10,000.000  tons  each  way.  The  demands  for  transportation  of  these 
eighteen  states  4s  200,000,000  tons,  and  you  cannot  speak  of  compe- 
tition with  comparisons  like  that. 

But,  said  one  of  the  opponents,  the  objection  to  the  St.  Lawrence 
proposition  is  that,  while  the  barge  canal  extends  to  a  port  that  is 
open  all  the  year  round,  the  St.  Lawrence  project  winds  up  at  a 
port  that  is  closed  all  but  seven  months  in  the  year.  We  all  know 
that  Is  a  superficial  objection,  because  the  New  York  barge  canal  is 
closed  in  exactly  the  same  months  as  the  Montreal  harbor. 

There  is  nothing  In  the  barge  canal  that  competes  with  our  pro- 
ject. The  Buffalo  papers  have  been  screaming  at  us  in  the  Middle 
\  "i'st,  and  say,  "Come  on  here.  Here  you  have  it  now."  We  are  not 
bound  for  Buffalo;  we  are  bound  for  Liverpool. 

Governor  Miller,  in  opposing  the  project,  referred  to  Presi- 
dent Harding's  statement  that  the  plan  was  an  "indication  of 
broadened  vision,"  as  "a  vision  of  something  that  I  know  is 
impossible."  He  said  the  state  of  New  York  would  be  the  real 
expense  bearer  in  the  project  through  the  surrendering  of  its 
water-power  rights.  Chicago,  he  said,  would  have  to  spend 
$100,000,000  to  arrange  its  railroad  terminals  in  order  to  take 
advantage  of  the  proposed  waterway.  He  asserted  that  the  esti- 
mate of  the  cost  of  the  project,  as  made  by  the  International 
Joint  Commission,  of  $250,000,000,  was  too  conservative  and 
enumerated  several  substantial  items  of  cost  which  had  not,  he 
said,  been  taken  into  consideration.  He  said,  in  part: 

If  there  is  any  reasonable  assurance  that  this  midwest  tragedy 
described  by  Governor  Allen  can  be  removed,  if  there  is  any  reason- 
able assurance  that  the  Atlantic  Ocean  can  be  extended  2,000  miles 
into  the  interior  of  this  country,  then  the  state  of  New  York  will 
heartily  support  this  project." 

How  is  this  proposition  to  be  financed?  They  say  that  this  gigan- 
tic project  can  be  undertaken  even  without  involving-  the  slightest 
expense  to  the  federal  treasury,  and  so  it  would  not  interfere  with 
the  developments  of  the  Mississippi  and  its  tributaries,  or  it  would 
not  interfere  with  expenditure  of  money  on  other  river  and  harbor 
improvements. 

They  say  the  water  power  will  take  care  of  it  and  I  was  glad 
to  hear  the  admission  from  Governor  Allen  that  the  state  of  New 
lork  owns  that  water  power,  so  far  as  it  is  within  the  state  of  New 
York.  Well,  that  Is  the  law.  They  say  that  they  propose  to  take 
that  water  power,  not  merely  to  finance  the  part  of  the  project  that 
has  to  do  with  the  development  of  power,  but  to  finance  the  entire 
project.  . 

I  grant  that  the  right  of  New  York  is  subordinate  to'the  power  of 
Congress  to  improve  navigation.  I  grant  that  if  Congress,  in  the  im- 
provement of  navigation  develops  water  power  as  a  mere  incident, 
Congress  may  say  how  that  water  power  shall  be  disposed  of,  even 
though  it  thus  does  take  rights  belonging  to  a  state.  But  when  you 
make  the  power  not  the  incident  but  so  far  the  main  project  as  to 
saddle  it  with  the  entire  burden  of  cost,  then  you  no  longer  can  say 
that  the  power  is  a  mere  incident. 

The  assertion  has  been  made  that  the  opening  of  this  ship  canal 
will  add  10  cents  a  bushel — at  least  5  cents — to  be  saved  to  every 
bushel  of  grain  produced  in  this  country,  and  they  claim  that  will 
mean  $350,000,000  saved  to  the  people  of  the  Middle  West.  That  is 
a  vision.  But,  assuming  it  to  be  sound.  I  want  to  ask  Governor 
J't?  lf  i6  thlnks  that  it  is  a  fair  thing  to  make  the  power  users 
of  New  York  and  New  England  pay  the  entire  cost,  assuming  that 
that  is  feasible,  of  both  the  power  project  and  the  navigation  project. 

Either  this  1350,000,000  a  year  that  Governor  Allen  is  persuaded 
will  be  saved  for  his  people  should  bear  the  cost  of  the  navigation 
project  or  else  it  should  be  paid  out  of  the  federal  treasury  of  the 
United  States. 

I  would  tell  Governor  Allen  for  his  own  sake  to  get  an  outlet  to 
the  sea.  He  now  has  a  rail  haul  to  Chicago,  which  I  think  costs  25 
cents  or  more  a  bushel.  By  improving  the  Mississippi  and  the  Mis- 
souri rivers  he  can  get,  right  at  Kansas  City,  a  water  haul,  first  by 
barge  to  New  Orleans  and  then  by  ship  to  Liverpool— water  all  the 
way—and  cut  out  his  rail  haul  to  Chicago.  I  want  to  point  out  to 
AA",.™  re"?(  f°r  the  wheat  growers  of  the  west.  He  imagines  400,- 
>00,000  people  here.  Well,  if  that  imagination  is  justified  we  will 
certainly  be  importing  and  not  exporting  wheat. 

Addresses  were  made  by  Assistant  Secretary  Roosevelt,  of 
the  Navy;  Ambasador  Jusserand,  of  the  French  Republic;  Sena- 
tor Ransdall,  of  Louisiana,  former  president  of  the  congress; 
Mrs.  Sarah  Willard  Strout,  of  Portland,  Maine,  president  of  the 
women's  auxiliary  to  the  congress;  John  H.  Small,  president  of 
the  congress,  and  Thomas  J.  Phelps,  of  Bluefield,  W.  Va.,  past 
supreme  counsellor  of  the  United  Commercial  Travellers  of 
America. 

After  the  debate  between  Governors  Allen  and  Miller,  ad- 
dresses were  made  on  the  port  of  New  Orleans,  by  Commander 

..  Walsh,  general  manager  for  the  New  Orleans  Dock  Board; 
on  the  improvement  of  Muscle  Shoals,  by  J.  W.  Worthington  of 
Sheffield,  Ala.;  and  on  permanent  revetments  for  river  hanks, 
by  M.  W.  Woods  of  Lincoln,  Neb. 

Among  the  addresses  scheduled  for  March  2  were  those  by 
Major  General  Lansing  H.  Beach,  chief  of  engineers  of  the  United 
states  Army;  "Putting  Two  Rivers  to  Work,"  by  Theodore  Brent, 
federal  manager  for  the  Mississippi-Warrior  Service;  "Planning 
the  World's  Greatest  Port,"  by  Julius  Henry  Cohen,  counsel  for, 
and  Major  Elihu  C.  Church,  transportation  engineer  of  the  port 
of  New  York;  and  "Shipping  Steel  Products  on  Inland  Water- 
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wars."  by  A.  B.  Shepherd,  Pittsburgh,  of  the  Jones  *  Lauchlin 
Steel  Co. 

At  the  banquet  on  the  evening  of  March  2,  addresses  were 
scheduled  by  Vice-President  Coolidge;  the  Minister  of  Ciecho- 
slovakia;  Secretary  Hoover;  Senator  Fletcher,  of  Florida;  Rep- 

itative  Alice  M.  Robinson  of  Oklahoma,  and  former  Repre- 
ntative  J.  Adam  Bede,  of  Minnesota. 


man,  Beaver  Dam;  L.  B.  Maxfield,  Milwaukee;  W.  J.  Lahl,  Chi- 
cago; J.  C.  Chandler,  Sheboygan,  and  C.  J.  Landuskey,  Mil- 
waukee. 


Personal  Notes 


K   I'.  Dearborn  has  been  appointed  chairman  of  the  National 
IVrinhable    Freight    Committee,    at    Chicago,    succeeding    E.    8. 
Briggs,  who  resigned  to  become  secretary  and  manager  of  the 
iran  Fruit  &   Vegetable  Shippers'  Association. 

W.  <;.  Harnwell,  assistant  freight  traffic  manager  for  the 
Santa  Fe,  with  headquarters  at  San  Francisco,  died  suddenly, 

:  uary  28,  while  In  Chicago  attending  a  meeting  of  the  Trans- 
continental Freight  Bureau.  Mr.  Barnwell  was  born  in  1865,  in 
Danville.  Quebec,  and  began  his  railway  career  with  the  Canada 
,ntic  as  clerk  In  1881.  He  entered  the  services  of  the  South 
ern  California  Railway,  a  part  of  what  is  now  the  A.  T.  &  S.  K., 
in  1891. 

William  K.  Mint's,  formerly  traffic  manager  for  the  A  ready 
Farms  Milling  Company.  Chicago,  has  been  appointed  soliciting 
freight  ag«nt  for  the  Gulf  Coast  Lines,  at  Chicago. 

William  A.  Clemens  has  been  appointed  traveling  freight 
agent  for  th«-  Buffalo,  Rochester  *  Pittsburgh  Railway  Company, 
at  Chicago. 

I>  K  i  rotnley,  formerly  general  agent  for  the  Central  Ver- 
mont  Railway,  at  New  York,  has  been  elected  vice-president  of 
the  Lehlgh  Warehouse  *  Transportation  Company.  Newark, 
N  J  I.  c.  IH  v.-r  has  succeeded  Mr.  Crotsley  as  general  agent 
for  the  Central  Vermont. 

Hal  M.  Remington,  for  the  past  four  years  assistant  manager 
of  the  traffic   bureau  of   the  San   Francisco  Chamber  of  Com- 
as been  appointed  manager  and  traffic  director  of  the 
California   Growers'   and    Shippers'    Protective   league,   at   San 
Francisco. 

William  J  Cleary.  formerly  general  purchasing  agent  for 
the  Willys  Corporation,  at  Elizabeth.  N  J..  has  been  appointed 
assistant  general  sales  manager  for  the  Sharon  Pressed  H 

i>any  of  Sharon,  Pa.,  with  headquarters  at  Detroit. 

K  \V  Mampson  has  been  appointed  commercial  agent  for 
the  Norfolk  ft  Western,  at  Roanoke,  Va. 

II    c    Kargle.  formerly  with  the  Sims  Oil  Company,  Dallas, 
Tex.,   has   been  appointed   traffic    manager    for    the   Beaumont 
iiuber  of  Commerce,  Beaumont,  Tex.,  to  succeed  Charles  A. 
Bland,  who  resigned. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

The  feature  of  the  banquet  given  by  the  Indlanapolia  Traffic 
Club,  at  the  Lincoln  Hotel.  February  23,  was  an  address  by 
Professor  Archibald  M.  Hall  on  the  ideals  of  Abraham  Lincoln. 
Frank  A.  Butler,  president  of  the  club,  acted  as  toastmaster. 


At  the  annual  meeting  of  the  Miami  Valley  Traffic  Club, 
held  at  Dayton.  O.,  February  1C,  the  following  member*  v 
elected  to  the  board  of  governors:  A.  M  Kinlt-y,  traffic  man- 
ager. Hooven  *  Allison  Company,  Xenla.  <  >  .  \v  W.  Winsblp, 
traffic  manager,  Miami  Paper  Company,  West  Carrollton.  O.; 
T  r  Stabler,  commercial  freight  ao-nt.  C.  C.  C.  A  St.  L.  Rail- 
road. Dayton,  <>..  H.  T.  RatlllT.  traffic  manager,  Champion  Coated 
Paper  Company,  Hamilton,  <>.;  B.  O.  Searles,  general  agent, 
C.  M.  *  St.  P.  Railway.  Cincinnati.  O.  At  the  first  meeting  of 
board  of  governors  the  following  officers  were  elected: 
Prenident.  T.  T.  Webster;  vice-presidents,  R.  B.  Mann.  H.  T. 
Ratlltr  A  H  Finlay.  B.  O.  Searles  and  W.  W.  Wlnship;  treas- 
urer. R.  H.  Hagerman;  secretary.  Maurice  T.  Otto. 


At  a  meeting  of  the  board  of  governors  of  the  Traffic  Club 
of  Rt.  Louis.  S.  8.  Butler,  president,  made  a  report  of  the  recent 
•ins   held   in    N>w    York   for  the  purpose  of  forming  a  Na- 
il  Association   of  Trafflr   Clubs.     It  was  unanimously  voted 
xtend  an  Invitation  to  the  traffic  clubs  of  the  United  States 
to  hold  the  organization  meeting  In  St.  Louis.    The  matter  was 
submitted  to  the  membership  of  the  club  at  the  regular  meet- 
Ing,  February  28. 

Th»-   following  officers   were  elected  at  the  annual  meeting 
of  th»»  Wisconsin  Traffic  League,  held  in  Milwaukee,  February 
M.  Starks.  traffic  manager.  Oshkosh  Chamber 
••sident,   A.   Murawsky,   Milwaukee;    secre- 
tary-treasurer.   H     flfhrkp.    Milwiuik''"'      Th«-   new    board    of   dl- 
or*   In   as  follows:      Max   Blorh.   Rarlno;    C.  R.  Jeffrey,  Wau- 
kwtha:  K   K   Meadley.  Ashland;  O.  A.  Kroon.  Kohler;  F.  M.  Elkln- 
ton.   Milwauk--;   U«>orr.e  Mprgf-nrr.  Milwaukee;   W.  H.  Reynolds. 
W   W   We.«r.  ]M  Crosse;  A.  C.  Uecke.  Milwaukee;  L.  A.  Zlmmer- 


The  annual  meeting  and  election  of  officers  of  the  Traffic 
Club  of  Baltimore  will  take  place  at  the  Hotel  Rennert,  March 
7.  Two  tickets,  one  selected  by  the  nominating  committee,  and 
one  so-called  "independent  ticket,"  are  in  the  field. 


A  constitution  was  adopted  at  the  meeting  of  the  Traffic 
Club  of  Atlanta,  held  at  the  Peacock  Cafe,  February  25.  A 
report  of  the  proposed  organization  of  a  national  association  of 
traffic  clubs  was  read  to  the  members. 


ASSOCIATION  OF  TRAFFIC  CLUBS 

A  movement  which  is  expected  to  result  in  a  nation-wide 
organization  of  traffic  clubs  was  begun  last  week  in  New  York. 
when  the  presidents  of  seven  of  the  leading  traffic  clubs  of  the 
country,  and  representatives  of  a  number  of  other  traffic  clubs, 
met  and  formed  a  temporary  organization  the  object  of  which 
is  to  lay  the  matter  before  the  traffic  clubs  for  their  approval. 
W.  J.  L.  Banham.  chairman  of  the  public  affairs  committee  of 
the  Traffic  Club  of  New  York,  traffic  manager  for  the  Otis 
Kit-valor  Company,  was  apopinted  chairman  of  this  organization 
and  N.  G.  Campbell,  president  of  the  Newark  Traffic  Club,  was 
appointed  secretary. 

The  attending  traffic  club  presidents  were  as  follows: 
George  E.  Boullneau,  Traffic  C'lub  of  Atlanta;  George  A.  Buse, 
Traffic  Club  of  Pittsburgh;  S.  S.  Butler,  St.  Louis  Traffic  Club; 
Gerrtt  Fort.  New  England  Traffic  Club.  Boston;  M.  R.  Maxwell, 
Cleveland  Traffic  Club;  R.  B.  Robertson,  Chicago  Traffic  Club; 
T.  T.  Harkrader,  Traffic  Club  of  New  York. 

Mr.  Banham.  under  the  title,  "Traffic  Clubs  and  Their  Op- 
portunities," sent 'the  following  letter  to  the  presidents  of  the 
principal  traffic  clubs  in  the  United  States.  He  reports  that  his 
letter  has  met  with  a  favorable  reception  generally. 

A  nut-ting  nt  which  seven  traffic  club  presidents  and  other  duly 
authorised  representatives  of  traffic  clubs  were  present,  was  held  at 
Waldorf  Aitorla  Ho'  I.  l.ruary  20,  1922,  for 

the  purpose  of  discussing  closer  •  o-ordiiiutlon  and  the  feasibility  of 
form  Inn  a  national  organization  to  be  composed  of  all  traffic  clubs 
throughout  the  country  should  they  desire  to  become  members. 

It  was  the  sense  of  the  meeting  that  this  was  the  opportune  time 
for  !>><•  fur  in  inn  of  such  an  organization,  and  the  members  present 
agreed  to  present  this  important  question  to  their  organization  with  a 
recommendation  that  such  an  organization  be  formed. 

It  was  felt  by  thoi><  is  a  necessity  today  for  a 

national  association  .mid  be  in  position  to  take  up  broad 

'in-  ntlonn  of  mutual  Interest,  particularly  those  In  which  the  shippers 
and  carriers  of  U><  It  was  therefore  recom- 

mended that  the  chairman.  W.  J.  L*.  Banham,  representing  the  meet- 
Inn,  be  authorised  to  address  n  !•  tt.  r  to  the  various  traffic  clubs  of 
the  country  with  a  view  to  securing  their  co-operation  and  support. 

It  was  f'-'  'hat  the  question  of  forming  such  an 

organization  m  .  'it  to  the  attention  of  the  traffic  organi- 

zations of  the  countr>  at  ax  tally  date  as  possible,  with  the  request 
that  each  traffic  organization  appoint  two  national  cornmittcemen  to 
represent  their  organization,  with  authority  to  be  present  at  a  special 
meeting  to  be  called  by  the  chairman,  for  the  purpose  of  forming  an 
organisation  to  be  known  as  "The  National  Association  of  Traffic 
I'lulm,"  and  to  cirri  of!)<ii>.  ...io|it  MMI  ii.i.-  by-laws  and  a  constitu- 
tion, and  to  further  lay  down  general  principles  and  policies  that 
should  govern  the  proposed  new  organization. 

I  hope,  then-fort .  that  you  will  arrange  to  bring  this  matter  before 
your  organization  ami  If  artrd  upon  favorably,  authorize  appointment 
named  herein  and  forward  to  me  names  of  appointees,  together  with 
tit l>-ii  and  address?*.  In  order  that  I  may  take  this  matter  up  with 
them  dlr> 


EJULROAD-STEAMSHIP  CONTRACTS 

Thf   Tragic   World    Washington   Bureau 

Th«  Shipping  Board.  Marrh  1  announce.)  that  j{  had  re^ 
oulred  the  rnmiilple  ranr-pl)atl»n  of  all  contract  Minting  hg. 
tween  Japanese  steamship  ||npH  and  Iho  Chloagn  Mllwmikpp  & 
8l  Pa.nl  and  tha  Great  Northern.  The  order  directing  the  can- 
cellation was  the  outcome  of  a  conference  held  with  the  repre- 
sentatives of  the  two  railroads  mentioned,  at  which  Shipping 
Board  was  represented  by  Commissioners  Laaker,  O'Connor, 
Benson,  Llssner  and  Chamberlain.  The  railroads  were  repre- 
sented by  President  Byram  of  the  Milwaukee,  and  Vice-presi- 
dent* Ki-nn.-y  and  (.ill man  of  the  Great  Northern.  The  Seattle 
Chamber  of  Commerce,  which  had  been  represented  at  all  prior 
conferences  on  the  subject,  was  represented  in  the  conference 
of  March  1  by  Vice-president  Blalne,  Mr.  Underwood  and  ex- 
Senator  Pile. 

The  conference  at  the  conclusion  of  which  the  Board  an- 
nounced that  it  had  directed  the  cancellation  of  the  contracts, 
was  held  In  conformity  with  the  understanding  reached  at  a 
conference  held  February  2,  at  which  time  the  railroads  said 
they  were  not  prepared  to  say  what  they  would  do  with  the 
steamship  contracts. 


POWER   BRAKE   APPLIANCE   INVESTIGATION 
The    Commission    has    initiated    an    investigation    of   power 
brakes    and    appliances    for    operating    power    brake    systems. 
Docket  No.  13528.  and  a  hearing  will  be  held  at  the  office  of  the 
Commission  on  April  6,  at  10  o'clock  a.  m. 
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FUNCTION  OF  THE  TRAFFIC  CLUBS 

Editor  The  Traffic  World: 

Your  editorial  in  regard  to  the  function  of  traffic  clubs  ex- 
presses well  the  duties  for  such  organizations,  and  they  coincide 
so  clearly  with  my  personal  views,  that  I  cannot  resist  the 
temptation  to  tell  you  our  experience  here. 

Seven  years  ago  a  handful  of  traffic  men  organized  a  club 
for  commercial  traffic  managers,  for  the  purpose  of  improving 
ourselves  and  our  chosen  profession.  At  first  we  met  with  the 
usual  suspicion  from  all  sides,  but  gradually  we  demonstrated 
that  our  efforts  were  sincere,  with  the  result  that  today  our 
average  attendance  is  around  75  or  80  per  cent,  and  any  recom- 
mendation emanating  from  our  club,  whether  it  be  transporta- 
tion or  civic,  is  given  the  utmost  consideration. 

We  endeavor  at  all  tjmes  to  consider  the  rights  of  others, 
to  instill  honesty  in  our  members,  and  to  create  a  bond  of  fellow- 
ship which  we  hope  can  always  exist.  This  may  be  illustrated 
by  two  examples:  We  had  several  members  who  returned  to 
railroad  service  at  the  end  of  federal  control,  gave  us  their 
resignations  with  regret,  and  are  today  vitally  interested  in 
our  welfare.  Another  member,  a  few  weeks  ago,  was  promoted 
to  a  position  which  takes  him  out  of  traffic  work  and  he  told 
me  he  had  never  belonged  to  any  organization  where  there 
was  less  friction,  more  improvement  for  the  mind  and  a  greater 
fellowship. 

It  is  absolutely  necessary  today  that  every  man  who  ex- 
pects to  progress  must  improve  his  mentality,  and  there  is  no 
better  way  than  by  coming  in  closer  contact  with  men  in  the 
same  kind  of  work.  We  also  have  a  traffic  club  composed  of 
railroad  and  industrial  men,  which  5s  still  in  an  embryo  stage, 
but  there  is  no  conflict  or  reason  for  conflict  between  us  and 
if  the  newer  ones  follow  your  suggestion  they  can  accomplish 
much  good. 

I  congratulate  you  on  your  clear  conception  of  this  matter 
and  wish  to  say  that  I  hope  similar  clubs  will  be  organized  in 
every  city,  so  that  animosity  will  be  banished  and  men  im- 
proved mentally  and  morally. 

T.  M.  Andrews,  Traffic  Manager, 
The  Denver  Dry  Goods  Company. 

Denver,  Colo.,  Feb.  22,  1922. 


REFUND  OF  WAR  TAX 

Editor  The  Traffic  World: 

I  have  noted  with  interest  the  article  in  your  issue  of  Feb- 
ruary 18,  by  C.  Kimball.  of  the  Utah-Idaho  Sugar  Company,  rela- 
tive to  the  situation  created  by  the  recent  ruling  of  the  Internal 
Revenue  Department  with  reference  to  overcharges  in  war  tax. 

I  quite  agree  with  Mr.  Kimball,  in  his  remarks  about  the 
lack  of  forethought  on  the  part  of  those  in  authority,  but  cannot 
agree  with  him  in  his  conclusions  as  to  the  desirability  of  having 
the  carriers  refrain  from  issuing  war  tax  certificates  on  small 
amounts. 

Many  shippers  of  small  consignments  have  a  great  number 
of  claims  on  which  the  amount  of  overcharge  in  war  tax  is  small 
on  a  single  shipment  but  aggregate  a  considerable  sum. 

The  policy  of  one  of  the  lines  of  issuing  a  notice  of  over- 
charge in  tax  instead  of  issuing  a  certificate  saves  that  road 
practically  nothing  in  labor,  and  no  doubt  will  result  in  many 
shippers  being  put  to  the  trouble  and  expense  of  requesting  a 
certificate.  A  certificate  should  be  issued  placing  the  shipper 
in  a  position  to  use  his  judgment  with  reference  to  filing  claim. 

If  the  Internal  Revenue  Department  will  accept  these  cer- 
tificates as  prima  facie  evidence  of  an  overcharge  and  pay  them 
without  requiring  a  shipper  to  furnish  additional  proof,  it  will 
earn  the  undying  gratitude  of  a  great  many  traffic  managers. 

B.  K.  Douglas,  Traffic  Manager, 
Central  Warehouse  Lbr.  Co. 

Minnesota  Transfer,  Minn.,  Feb.  23,  1922. 

Editor  The  Traffic  World: 

I  refer  to  two  communications  appearing  in  the  Open  Forum, 
one  on  February  4,  by  C.  3.  Olsen,  and  one  by  C.  Kimball,  Feb- 
ruary 18.  Both  of  these  persons  are  not  correctly  informed  as 
to  filing  claims  for  overcharge  of  war  tax  on  freight  shipments. 
The  procedure  for  doing  this  is  riot  red  tape. 

On  January  17  we  addressed  a  letter  to  the  Commissioner 
of  Internal  Revenue,  Washington,  D.  C.,  as  follows: 

Our  various  companies  will  have  a  number  of  claims  to  file  with 


you  on  United  States  Treasury  Department  Form  46.  Will  you,  please, 
supply  us  with  fifty  copies  of  this  form,  or  advise  us  from  whom  we 
can  secure  the  forms? 

Fifty  copies  were  received  January  23.  In  the  case  of  each 
overcharge  claim  settled  by  a  carrier,  where  war  tax  was  In- 
volved, the  carrier  has  forwarded  a  form  prescribed  by  the  gov- 
ernment, and  it  is  a  very  simple  matter  to  attach  this  to  Treas- 
ury Form  46,  and  file  same  with  the  government.  The  claims 
which  we  have  filed  since  that  time  have  been  acknowledged 
promptly. 

Public  Service  Railway  Company, 
James  R.  Schurz,  Traffic  Agent. 

Newark,  N.  J.,  Feb.  27,  1922. 


Editor  The  Traffic  World: 

I  notice  in  The  Traffic  World.  February  18,  a  letter  regard- 
ing refund  of  war  tax  by  Mr.  Kimball,  Salt  Lake  City. 

I  would  like  to  say  that  I  handle  quite  a  few  small  over- 
charge claims  for  members  of  this  bureau,  and  the  war  tax 
amounts  are  very  small.  When  handling  with  the  Treasury 
Department,  Internal  Revenue  Service,  I  was  advised  that  we 
can  file  a  claim  against  the  government  for  refund  of  war  tax, 
using  several  certificates  issued  by  one  carrier  in  favor  one 
claimant,  thereby  avoiding  separate  claims  for  small  war  tax 
refunds. 

Inasmuch  as  we  have  four  years  in  which  to  file  claims 
for  refund  of  war  tax,  I  requested  the  carrier  to  issue  war  tax 
certificates  for  claims  for  war  tax  amounting  to  one  cent  or 
more,  and  in  the  course  of  a  year  or  so,  by  keeping  these  cer- 
tificates, I  can  consolidate  claims  against  the  government  for 
amount  due. 

N.  C.  Cagle,  Traffic  Manager, 
Pine  Bluff  Chamber  of  Commerce. 

Pine  Bluff,  Ark.,  Feb.  27,  1922. 


DEMURRAGE  ON  PRIVATE  TANK  CARS 

Editor  The  Traffic  World: 

In  The  Traffic  World,  February  11,  you  print  a  communica- 
tion by  Victor  Labadie,  addressed  to  the  Pacific  Demurrage 
Bureau. 

I  am  of  the  opinion  that  the  subject  which  Mr.  Labadie 
protests  against  is  already  covered  in  the  present  demurrage 
rules.  Rule  1,  section  B,  paragraph  (b),  of  the  national  car 
demurrage  rules,  reads  as  follows: 

"Section  B — The  following  cars  are  not  subject  to  these 
demurrage  rules:  Empty  private  cars  stored  on  railroad  or 
private  tracks,  including  such  cars  sent  by  the  owner  to  a  ship- 
per for  loading,  provided  the  cars  have  not  been  placed  or 
tendered  for  loading  on  the  orders  of  a  shipper." 

This  paragraph  speaks  for  itself,  and  if  the  receiver  of  the 
tank  does  not  specifically  order  same  placed  no  demurrage 
charges  can  be  rightfully  collected. 

My  experience  has  been  that  very  few  of  the  freight  agents 
know  the  existence  or  take  the  trouble  to  examine  this  par- 
ticular clause  of  the  demurrage  rules,  and  invariably  they  attempt 
to  assess  demurrage  charges.  However,  without  exception  we 
have  succeeded  in  securing  refund  in  every  instance  where  our 
cars  were  involved.  Possibly  this  information  may  be  of  use 
to  some  of  the  tank  car  shippers  and  receivers. 

The  Miner-Edgar  Company, 
J.  L.  Williams.  Traffic  Manager. 

New  York,  N.  Y.,  Feb.  24,  1922. 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

I  refer  to  article  printed  in  your  February  8  issue,  by  A.  C. 
H.  Stephens,  regarding  freight  overcharge  claims  and  cause  for 
claims  of  this  nature. 

From  past  experience  in  railroad  offices  I  am  inclined  to 
agree  with  Mr.  Campbell,  whose  letter  was  printed  in  your  issue 
of  February  4,  when  he  states  that  rate  clerk  must  be  familiar 
with  18,000  or  more  items  in  the  classification,  together  with 
the  numerous  routes  and  combiations  on  these  items,  while  the 
shippers  have  only  to  familiarize  themselves  with  rates  pertain- 
ing to  their  own  commodities.  For  this  reason,  therefore,  the 
shippers  should  expect  to  find  numerous  errors  in  routing,  rating 
and  classification.  It,  therefore,  appears  to  me  that  the  shippers 
should  be  as  much  help  as  possible,  not  only  as  help  for  the 
railroads  but  a  benefit  to  themselves.  If  any  information  which 
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save  an   error  in   billing   could   be  furnished   to   railroad 
i>pn"s  this  means  saving  to  both  parties. 

Our  shipments  are  similar  to  shipments  made  by  Mr.  Ste- 
phens' firm,  most  of  them  being  prepaid,  but  we  find  very  few 

isions  to  file  overcharge  claims  for  the  reasons  named  in 
his  Inter.  To  avoid  this  we  have  a  man  pick  up  all  bills,  both 
inbound  and  outbound,  at  all  freight  and  traction  offices  each 
morning.  As  these  bills  are  not  due  for  48  hours,  we  have 
ample  time  to  check  them  before  paying,  correcting  any  which 
•re  in  etror,  showing  on  them  our  tariff  authority  for  changing 
:  nd  paying  on  corrected  figures?  This  manner  of  checking 
•  nables  the  railroads  to  issue  corrections  to  delivering  agent 
before  delivery  of  freight  is  made  and  avoids  the  possibility  of 

-•Knee  paying  any  due  bills  and  Incidentally  saving  him  the 
m'on\t  nience  of  coming  back  on  UK  for  a  credit. 

We   hair   found   this   method  very  satisfactory  not   only  as 
means  of  saving  us   filing  a  good   many  overcharge  claims  but 
pit-vents   any  dissatisfaction  on   the   part   of  our  customer 
which   otherwise   might    be   were   he  to   pay   due   bills   on   ship- 
ments which  were  sold  delivered. 

Columbus.  O..  Feb.  23,  1922.  E.  T.  Coady. 

Kditor  The  Traffic  World: 

As  the  originator  of  this  subject.  I   have  read  with  much 

est   the   many  opinions  presented  through  the  medium  of 

your  valuable  paper,  and  noted  that  a  number  of  these  letters 

carried,  perhaps  unwittingly,  an  attitude  of  antagonism  toward 

railroad   rate   clerks    in   general. 

This  feeling  Is  unwarranted,  and  out  of  line  with  the  point 
of  argument.  I  am  fully  in  accord  with  Mr.  Sloss  and  Mr. 
Manning  when  they  say  that  the  services  of  a  competent  traffic 
manager  are  an  asset  to  any  industry  and  materially  help  to 
eliminate  the  annoying  results  of  rate  misquotations.  But  even 
the  most  capable  traffic  managers  are  occasionally  stumped  in 
arriving  at  the  correct  rate  on  a  particular  commodity. 

These  gentlemen  will,  I  believe,  agree  that  it  is  unusual,  in 
fact,  almost  impossible,  for  any  Industrial  corporation  to  keep 
a  tariff  file  equal  to  that  of  a  railroad  tariff  bureau;  and  also 
that  exceptional  cases  do  arise  where  it  is  necessary  to  make 
request  for  a  copy  of  a  tariff  covering  the  rate  desired,  or.  If 
such  Is  not  available,  to  accept  the  only  other  alternative,  that 
of  a  written  quotation  from  the  carrier. 

Rate  quotations  are  equally  necessary,  as  a  unit  in  a  day's 
business  In  railroading,  as  price  quotations  are  with  an  Indus- 
trial corporation,  and  similar  In  purpose,  except  that  in  the 
•vent  of  a  carrier  making  an  error  In  his  quotation,  he  is  com- 
pelled by  law  to  collect  from  shipper  or  consignee,  if  under- 
charged, and  refund  If  overcharged. 

On  the  other  hand,  when  the  shipper  quotes  the  price  of 
his  goods  on  the  basis  of  the  freight  rate,  and  If  the  latter  is 
later  found  to  be  less  than  the  legal  rate,  and  the  goods  art- 
sold  on  terms  f.  o.  b.  destination.  h<*  Is  out  of  luck,  as  eventually 

•  rror  will  be  charged  to  him.  I  am  of  the  opinion  that.  In 
eases  where  carriers'  quotations  are  lower  than  the  legally 
established  rates,  they  should  be  allowed  to  assume  the  amount 

rcharged,  instead  of  passing  It  on  to  their  customer,  iti. 
shipper.  In  the  event  a  claim  is  submitted  In  a  case  of  this 
kind,  the  original  written  quotation,  together  with  a  certified 
copy  of  shipper's  price  quotation,  should  be  sufficient  evidence 
that  an  error  had  been  made,  and  that  the  claim  was  valid  and 

•»  be  confounded  with  a  rebate. 

B.  Scrivener. 
Acheson  Graphite  Company 

Niagara  Falls.   N.   Y..  Feb.   22.  1922. 


HELP  THE  RAILROADS 

or  The  Traffic  Wortd: 

Transportation  promises  to  be  a  serious  factor  In  business 
daring  the  coming  year.  The  railroads  are  yet  the  football  of 
politics.  Incessant  demand  for  reduced  rates,  and  constant  agi- 
tation along  that  line  will  probably  cause  further  reductions,  as 
the  "farmer  bloc"  in  Congress  has  shown  the  way  and  will  prob- 
ably lead  to  further  division  In  that  garrulous  body. 

If  the  railroads  were  a  small  business,  we  could  smile  as 
they  were  forced  to  the  wall  and  say  it  was  too  bad:  but  they 
are  the  mainspring  of  all  business  and  your  success  and  ours 
•1- ;..  nds  upon  their  functioning  properly. 

apparent    effort   Is   being   made   to   synchronize   the   two 
MMnmlsnlnnx  and  secure  safe  and  sane  action  that  will  assure  the 
Improvement  of  this  necessary  delivery  system.     Transportation 
and  politics  are  a   poor  mixture — we  see  It  In   the  shipping  by 
(•water  ss  well  as  by  rail,  as  the  La  Follette  act  has  made  the 
fnl  operation  of  our  merchant  marine  Impossible.     Bvery- 
knows  It — vessels  tied  up.  rusting  out  under  heavy  expense, 
storage,  dockage,  and  watchmen.    Our  papers  are  full  of  bril- 
s  that  are  not  worth  a  whoop  as  long  as  the  present 
stands.     Congressmen  know  It  but,  for  fear  of  the  labor  vote, 

has  the  nerve  to  propose  a  remedy. 

Coastwise  business  must  be  moved  in  American  vessels  and  a 
ran   live  In   that  trade  where  there  is  no  competition:    but 
Is  a  fierce  proposition  that  we  should  blush  at,  and  the  day 


is  coming  when  we  will  apologize  to  a  laughing  world  for  our 
asinine  behavior  of  today  toward  our  merchant  marine  and  to 
our  railroads. 

It  is  an  old  saying  that  you  cannot  stand  still  in  business 
— you  either  go  ahead  or  slip  back,  and  we  think  you  will  agree 
with  us  that  the  railroads  of  the  country  have  slipped  and  are 
slipping. 

There  are  fewer  miles  of  operated  railroads  now  than  there 
were  a  year  ago,  development  has  ceased,  cars  are  less  in  num- 
ber, roads  in  poorer  physical  condition,  terminals  have  not  kept 
pace  with  growing  needs.  It  is  just  a  little  harder  to  do  busi- 
ness, it  costs  more  to  move  trains  than  it  should  because  im- 
provements have  not  been  made  and  because  the  employes  of 
the  roads  are  not  loyal,  owing  their  dependence  more  to  the 
walking  delegate  than  to  the  management  of  the  roads,  and  this 
is  leading  to  less  and  less  of  team-work  so  necessary  for  the 
success  of  any  business.  Don't  take  our  word  for  this— just 
talk  it  over  with  any  of  the  conductors,  brakemen.  engineers,  or 
switchmen — any  of  the  men.  and  note  the  tone  and  feeling,  and 
you  will  say  with  us  that  it  is  wrong  and  cannot  continue  if 
we  are  to  have  the  service  the  country  needs. 

We  in  the  west  need  our  country  developed.     Vast  stretches  I 
need  opening  up.    We  want  to  move  our  products  from  the  farm 
and  forest  over  long  distances  and  we  must  have  service,  good 
transportation.     Our  own  market*  are  the  best  in  the  world  and 
we  want  to  trade  there. 

If  you  were  on  your  way  to  the  market  with  a  basket  on 
jour  arm  and  some  hard-boiled  came  along  and  kicked  a  hole 
in  your  basket  you  would  naturally  be  peeved  about  it. 

The  railroads  and  American  ships  are  our  market  baskets 
and  you  can  excuse  a  bit  of  feeling  when  we  view  both  our  rail 
and  water  communications  tied  to  the  apron  strings  of  Granny 
Congress,  who  only  muddles  whatever  she  undertakes  to  improve. 

Our  merchant  marine  Is  dead,  assassinated  bv  Its  wnuld-he 
friends! 


Don't  let  them  kin  tpe  railroads.  Take  an  interest  in 
the  question,  think  it  over.  If  you  are  In  business,  the  country's 
prosperity  means  your  prosperity. 

The  laboring  man  cannot  have  prosperity  and  steady  work 
nor  good  wages  unless  his  employer  is  prosperous. 

Do  not  hammer  and  knock  the  railroads.  They  are  our 
salvation.  They  have  had  and  still  have  their  troubles  and 
until  they  are  cured  and  on  a  firm  foundation,  real  prosperity 
for  the  country  will  not  be  forthcoming. 

National  Lumber  &  Mfg.  Co. 

Hoquiam,   Wash.,   February   10.   1922. 


PROTECTION   OF   REPARATION   CLAIMS 

Kditor  The  Traffic  World: 

There  having  appeared  from  time  to  time  articles  with  ref- 
•  r.-nce  to  the  necessity  of  a  shipper  instituting  judicial  pro- 
ceedings prior  to  March  1.  1922,  In  order  to  protect  his  Interests 
In  reparation  claims  involving  traffic  which  moved  during  the 
period  of  federal  control,  we  beg  to  submit  a  general  opinion 
in  the  premises. 

This  proposition  of  law  has  not  been  adjudicated,  and  in 
view  of  the  complexity  of  the  question  involved  it  becomes 
necessary,  in  endeavoring  to  reach  a  conclusion  in  the  matter, 
to  consider  the  procedure  In  reparation  cases  under  both  cor- 
porate management  and  federal  control.  We  shall,  therefore, 
lunnlder  ih--  procedure  under  COT  poiate  management  siilisequi  in 
to-fwfpral  control,  inasmuch  as  in  view  of  certain  changes 
effected  by  the  transportation  act  of  February  28,  1920,  a  con- 
sideration of  the  procedure  In  reparation  cases  prior  to  federal 
control  will  serve  no  real  office  In  this  discussion. 

A  careful  reading  of  section  16  of  the  interstate  commerce 
act,  as  amended  February  28,  1920,  readily  discloses  that  a 
shipper  may  file  a  complaint  for  the  recovery  of  damages,  with 
the  Commission  at  any  time  within  two  years  from  the  delivery 
or  tender  of  delivery  of  the  property  by  the  carrier  and  not 
thereafter:  excepting,  that  where  the  carrier,  after  the  explra 
lion  of  such  two  years,  or  within  90  days  before  the  expiration 
of  such  two  years,  begins  an  action  for  recovery  of  charges 
in  respect  of  the  same  service,  then  such  two  years'  period  Is 
extended  for  a  period  of  90  days  from  the  time  such  action  by 
the  carrier  Is  begun.  Such  an  action  would  ordinarily  be  one 
to  recover  an  alleged  undercharge,  and  In  such  actions  the 
carrier  has  three  years  from  the  time  of  delivery  or  tender  of 
delivery  of  the  property  in  which  to  bring  its  action.  Therefore, 
even  though  the  snipper  should  fall  to  file  his  complaint  with 
the  Commission  within  the  prescribed  two-year  period,  if  the 
carrier  should  commence  an  action  against  the  shipper  involving 
the  same  service,  after  the  expiration  of  such  two-year  period, 
this  in  effect  revives  the  shipper's  cause  of  action  for  an  addi- 
tional period  of  90  days  from  the  time  the  action  by  the  carrier 
Is  instituted. 

Under   the   above   statute,    where    the   Commission   awards 
reparation  in  favor  of  the  shipper  and   the  carrier  falls  or  re- 
fuses to  pay  such  award,  the  shipper  may  file  a  petition  in  a 
state  or  federal  court  of  competent  jurisdiction  for  the  enfoi 
ment    of   the   Commission's    order    for   the    payment    of   mnnej, 
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within  one  year  from  the  date  of  the  Commission's  order  and 
not  thiToafifi-. 

The  entire  subject  of  causes  of  action  arising  out  of  federal 
control  is  governed  by  section  206  of  the  transportation  act  of 
February  28,  1920.  A  careful  reading  of  section  206  discloses 
that  all  such  causes  of  action  are  classified  under  two  categories, 
viz.:  Actions  for  damages  sounding  in  tort,  and  actions  for 
transportation  or  rate  damages.  The  first  class  of  cases  include 
all  actions  ex  delicto  and  which  have  for  their  basis  negligence 
of  the  carrier  in  the  conduct  of  the  traffic  transported,  or,  in 
other  words,  all  causes  of  action  not  involving  the  transportation 
rate.  The  second  class  of  cases  is  confined  strictly  to  complaints 
praying  for  reparation  on  account  of  damages  claimed  to  have 
been  caused  by  reason  of  the  collection  or  enforcement  of  rates, 
fares,  charges,  classifications,  regulations,  or  practices  which 
were  unjust,  unreasonable,  unjustly  discriminatory,  or  unduly 
or  unreasonably  prejudicial,  or  otherwise  in  violation  of  the 
interstate  commerce  act. 

With  reference  to  actions  for  damages  sounding  in  tort,  or, 
speaking  more  broadly,  all  causes  of  action  growing  out  of 
federal  control  which  do  not  involve  rate  damages,  these  are 
governed  by  section  206  (a)  of  the  transportation  act. 

Under  the  above  provisions  of  that  section,  it  is  clear  that 
all  actions  not  involving  the  trnsportation  rate  must  be  brought 
in  a  court  of  competent  jurisdiction  within  the  period  of  limi- 
tation existing  under  federal  or  state  statutes,  but  not  later 
than  two  years  from  the  date  of  the  passage  of  the  transporta- 
tion act,  which  was  on  February  28,  1920.  Therefore,  all  such 
suits  must  be  instituted  on  or  before  March  1,  1922.  With 
reference -to  actions  for  reparation  caused  by  the  collection  or 
enforcement  during  the  period  of  federal  control  of  transporta- 
tion rates  in  violation  of  the  interstate  commerce  act,  such 
complaints  are  controlled  by  section  206  (c)  of  the  transportation 
act  of  February  28,  1920,  which  reads  as  follows: 

Complaints  praying  for  reparation  on  account  of  damage  claimed 
to  have  been  caused  by  reason  of  the  collection  or  enforcement  by  or 
through  the  president  during  the  period  of  federal  control  of  rates, 
fares,  charges,  classifications,  regulations  or  practices  (including  those 
applicable  to  •  interstate,  foreign  or  intrastate  traffic)  which  were 
unjust,  unreasonable,  unjustly  discriminatory  or  unduly  or  unreason- 
ably prejudicial,  or  otherwise  in  violation  of  the  interstate  commerce 
act,  may  he  filed  with  the  Commission,  within  one  year  after  the  ter- 
mination of  federal  control,  against  the  agent  designated  by  the 
president  under  subdivision  (a),  naming  in  the  petition  the  railroad 
or  system  of  transportation  against  which  such  complaint  would  have 
been  •  brought  if  such  railroad  or  sytem  had  not  been  under  federal 
control  at  the  time  the  matter  complained  of  took  place.  The  Com- 
mission is  hereby  given  jurisdiction  to  hear  and  decide  such  com- 
plaints in  the  manner  provided  in  the  interstate  commerce  act,  and 
all  notices  and  orders  in  such  proceedings  shall  be  served  upon  the 
agent  designated  by  the  president  under  subdivision  (a). 

It  is  clear  that  under  the  above  section  that  the  Commission 
is  empowered  to  hear  and  decide  complaints  praying  for  rep- 
aration growing  out  of  federal  control  in  the  same  manner  as 
provided  in  the  interstate  commerce  act  over  actions  arising 
out  of  corporate  management  under  private  control.  All  such 
complaints  are  to  be  filed  with  the  Commission  against  the 
agent  designated  by  the  President  under  authority  of  section 
206  (a)  within  one  year  after  the  termination  of  federal  control. 
Therefore,  March  1,  1921,  was  the  final  date  upon  which  com- 
plaints praying  for  reparation  covering  traffic  which  moved  dui'- 
ing  federal  control  could  be  filed  with  the  Commission.  Notices 
and  orders  in  such  proceedings  are  to  be  served  upon  the 
President's  agent. 

Under  section  206  (c)  of  the  transportation  act,  awards  in 
reparation  claims  rendered  against  the  executive  agent  are  to 
be  promptly  paid  out  of  the  revolving  fund  created  by  section 
210  of  the  transportation  act. 

Section  210  (e)  of  the  transportation  act  provides  as  fol- 
lows: 

There  is  hereby  appropriated  out  of  any  moneys  in  the  treasury 
not  otherwise  appropriated,  the  sum  of  $300,000,000,  which  shall  be 
used  as  a  revolving  fund  for  the  purpose  of  making  the  loans  provided 
for  in  this  section,  and  for  paying  the  judgments,  decrees  and  awards 
referred  to  in  subdivision  (e)  of  Section  206. 

Attention  is  also  directed  to  section  206  (g)  of  the  trans- 
portation act,  which  reads  as  follows: 

No  execution  or  process,  other  than  on  a  judgment  recovered  by 
the  United  States  against  a  carrier,  shall  be  levied  upon  the  property 
of  any  carrier  where  the  cause  of  action  on  account  of  which  the 
jugment  was  obtained  grew  out  of  the  possession,  use,  control  or 
operation  of  any  railroad  or  system  of  transportation  by  the  president 
under  federal  control. 

Other  provisions  of  the  transportation  act  which  are  germane 
to  this  subject  are  206  (d)  and  206  (f). 

A  connected  reading  of  the  various  statutes  above  set  forth 
and  referred  to,  and  especially  in  view  of  the  fact  that  they 
are  all  contained  under  section  206  of  the  transportation  act. 
clearly  discloses  that,  although  special  procedure  is  provided 
for  complaints  praying  for  reparation  on  account  of  rate  dam- 
ages, there  is  no  method  provided  for  the  enforcement  of  the 
Commission's  awards,  other  than  that  contained  in  section 
206  (e),  which  provides  that  awards  in  reparation  claims  shall 
be  rendered  against  the  President's  agent,  and  shall  be  promptly 


paid  out  of  the  revolving  fund  created  by  section  210,  and  the 
specific  method  of  payment  is  further  limited  by  the  provisions 
of  section  206  (g),  which  inhibits  the  levy  of  any  execution 
upon  the  property  of  any  carrier  growing  out  of  a  cause  of 
action  arising  out  of  federal  control. 

Therefore,  we  are  of  the  opinion  that  the  institution  of  a 
judicial  proceeding  before  March  1,  1922,  is  not  necessary  in 
order  to  preserve  the  rights  of  the  shipper  in  any  reparation 
proceeding  then  pending  before  the  Commission,  or  in  which  an 
award  of  reparation  has  been  made  prior  thereto.  Certainly  no 
action  taken  by  the  shipper  on  or  before  March  1,  1922,  could 
include  cases  then  pending  before  the  Commission,  and  on  which 
no  award  of  reparation  has  as  yet  been  made. 

Under  section  206  (c)  of  the  transportation  act,  Congress 
has  simply  provided  by  statute  a  procedure  long  since  recog- 
nized by  judicial  interpretation  of  the  interstate  commerce  act 
under  numerous  well-known  cases  which  have  been  decided  by 
the  United  States  Supreme  Court,  including  Texas  &  P.  Ry. 
Co.  vs.  Abilene  Cotton  Oil  Co.,  204  U.  S.  426,  which  maintained 
the  original  primary  jurisdiction  of  the  Commission  over  actions 
for  reparation  predicated  upon  the  reasonableness  of  an  estab- 
lished rate.  In  that  case  the  United  States  Supreme  Court  held 
that  a  shipper  cannot  maintain  an  action  against  a  common 
carrier  to  obtain  relief  from  an  alleged  unreasonable  freight 
rate  exacted  from  him  for  an  interstate  shipment,  without  ref- 
erence to  any  previous  action  by  the  Commission  where  such 
rate  has  been  filed  with  that  Commission  and  promulgated  as 
provided  by  the1  interstate  commerce  act,  and  is  the  rate  which 
it  is  the  duty  of  the  carrier,  under  that  act,  to  enforce  against 
shippers  until  changed  in  accordance  with  the  provisions  of  that 
statute. 

The  necessity  for  prior  administrative  action  by  the  Inter- 
state Commerce  Commission  is  now  too  well  recognized  to 
demand  further  discussion. 

From  what  has  been  said  above,  it  is  evident  that  there 
cannot  exist,  contemporaneously,  a  proceeding  before  the  Com- 
mission and  a  judicial  proceeding  in  some  court  of  law  involving 
an  interstate  rate,  and  that  at  no  time  may  a  judicial  proceeding 
be  maintained  in  a  court  of  law  without  reference  to  a  prior 
action  by  the  Commission. 

We  are  of  the  opinion  that  if  a  complaint  has  been  season- 
ably filed  before  the  Commission  within  the  one-year  period  as 
set  forth  in  section  206  (c)  that  the  shipper's  rights  thereunder 
are  fully  protected  until  final  payment  of  any  award  which 
might  be  made  by  the  Commission  in  such  case  without  the 
intervention  of  any  judicial  aid  other  than  the  possibility  that, 
if,  after  the  Commission  makes  its  award  of  reparation  and 
renders  its  order  against  the  President's  agent  and  the  award 
is  then  not  promptly  paid  out  of  the  revolving  fund,  as  provided 
by  section  206  (e),  that  the  shipper  would,  undoubtedly,  be 
compelled  to  institute  mandatory  proceedings  for  the  enforce 
ment  of  such  payment.  It  is  clear  to  us,  however,  that  the 
procedure  provided  for  complaints  praying  for  reparation  account 
of  damages  under  section  206  (c)  is  separate  and  distinct  from 
the  procedure  provided  for  other  causes  of  action  under  section 
206  (a),  and  that  the  two-year  period  for  the  institution  of  suits 
in  a  court  of  competent  jurisdiction  has  no  reference  whatsoever 
to  complaints  praying  for  reparation  account  of  rate  damages. 

Traffic  Law  Service. 
Harry  C.  Barnes,  Attorney  and  Counselor. 

Chicago,   111..  February  18. 


SIMPLIFYING  TARIFF  PUBLICATION 

Editor  The  Traffic  World: 

It  occurred  to  us,  in  reading  your  Open  Forum  column,  that 
in  these  times,  when  railroads  must  have  high  freight  rates, 
it  would  be  a  good  idea  for  the  rate  officials  to  look  into  the 
manner  in  which  the  rates  are  applied. 

A  rate  is  made,  and  in  due  course  the  rate  clerks  get  the 
tariffs  and  each  makes  his  own  interpretation.  We  have  run 
across  numerous  rates,  and,  under  exceptions,  the  methods  of 
applying  them  vary.  While  the  rate  on  file  with  the  Commis- 
sion is  the  lawful  rate,  innumerable  cases  give  the  advantage 
cither  to  the  shipper  or  to  the  carrier.  Therefore,  we  had  in 
mind  that  some  method  should  be  devised  for  publishing  tariffs 
in  a  clear,  concise  and  simple  manner,  so  that  each  shipper 
would  get  what  is  the  lawful  rate. 

Our  one  thought  in  this  communication  is  that,  after  the 
rate  is  made,  there  should  be  a  channel  through  which  the  in- 
formation could  get  to  the  proper  place,  with  instructions  as  to 
how  to  apply  the  correct  rate. 

The  Pfau  Manufacturing  Company, 
E.  W.  Chapman,  Traffic  Manager. 

Cincinnati.  O..  Feb.  17,  1922. 


LOAN    TO    BIRMINGHAM    &    NORTHWESTERN 
The  Commission  has  authorized  a  loan  of  $75,000  to  the  .Bir- 
mingham &  Northwestern  to  help  it  meet  maturities  of  $400,000. 
It  is  to  give  its  first  mortgage  six  per  cent  bonds  as  collateral 
for  the  loan. 


March  4. 
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ARGUE  EAST  ST.  LOUIS  SWITCHING 

A  discussion  as  to  the  meaning  the  Commission  attaches 
to  paragraph  4  of  section  13  took  place  during  the  arguments 
on  No.  13071.  In  Re  Intrastate  Rates  of  the  Terminal  Railroad 
Association  of  St.  Louis  and  Other  Carriers  within  Illinois,  in 
which  John  E.  Benton.  for  the  state  railroad  commissioners, 
quoted  language  used  by  Commissioner  Hall  in  discussing  that 
paragraph  while  a  witness  recently  before  the  Senate  commit- 
tee on  interstate  commerce,  and  suggested  that  it  would  be 
helpful  if  the  Commission  would  use  the  construction  placed  on 
that  paragraph  during  Mr.  Hall's  remarks  before  the  commit- 
tee in  a  decision  by  the  Commission. 

The  case  was  brought  by  the  Terminal  Railroad  with  a  view 
to  being  permitted  to  increase  the  charges  on  industrial  switch- 
ing on  the  east  side  of  the  Mississippi  a  level  that  would  yield 
adequate  revenue.  C.  W.  Kramer,  for  the  carrier,  frankly 
avowed  the  carrier  was  proceeding  on  the  assumption  that  inade- 
quacy of  revenue,  where  there  was  a  disparity  in  rates,  was 
enough  to  bring  forward  the  jurisdiction  of  the  Commission  to 
remove  discriminations  against  interstate  commerce. 

R.  W.  Roplequet.  opposing  the  case  said  it  depended  on 
whether  one  was  a  Hamlltonlan  or  a  Jeffersonian  what  view 
he  took  on  the  question  of  the  power  of  the  Commission  over 
rates  within  the  state.  He  desired,  however,  he  sajd,  to  point 
out  that  the  rates  In  question  were  not  made  by  Illinois  authority, 
but  In  obedience  to  the  mandate  of  the  Commission  under  which 
the  carriers  disregarded  the  rates  made  by  Illinois  authority. 
The  carriers,  he  suggested,  was  trying  to  bring  them  back 
within  the  jurisdiction  of  the  federal  body  by  alleging  inade- 
quacy of  revenue  and  therefore  a  discrimination  against  inter- 
state commerce,  rather  than  taking  the  refusal  of  the  Illinois 
commission  to  take  jurisdiction  to  the  Illinois  courts  empowered 
to  say  what  the  Illinois  commission  should  do.  Under  the 
Illinois  law,  he  said,  appeal  lies  to  the  courts  from  the  com- 
mission. On  the  merits  of  the  question  he  said  the  carrier  was 
trying  to  compare  incomparable  things,  namely.  Industrial 
switching  for  which  shippers  pay.  and  Interchange  switching 
done  by  one  carrier  for  another.  He  said  the  carrier  admitted 
at  the  hearing  that  the  rate  one  railroad  charged  another,  for 
reciprocal  switching  of  that  kind,  makes  no  difference,  so  the 
Interchange  rate  could  not  be  used  as  a  measure  for  an  Indus- 
trial switching  rate. 

Mr.  Benton  agreed  with  the  carrier  that  the  Illinois  com- 
mission had  not  Jurisdiction  over  the  rate.  He  hoped,  however, 
the  Commission  would  not  dispose  of  the  case  by  holding  the 
rates  In  question  were  not  the  product  of  any  state  authority  but 
would  come  to  the  conclusion  that  they  ought  to  be  considered 
under  paragraph  4  of  section  13.  because  the  case  was  not  clut- 
tered up  with  evidence  of  discrimination,  but  presented  a  clear- 
cut  question  as  to  whether  Inadequacy  of  revenue  Invokes  the 
power  granted  by  the  paragraph  and  section  In  question.  He 
welcomed  the  opportunity  to  discuss  It  on  that  basis.  Con- 
tinuing he  said: 

"This  Commission  will,  I  assume,  welcome  the  opportunity. 
If  it  reaches  the  consideration  of  this  question  of  discrimination, 
to  dispel  the  uncertainty  that  has  come  to  exist  as  to  the  con- 
struction which  It  places  upon  the  act:  and  will  clearly  rule  that 
Inadequacy  of  Intrastate  rates  Is  or  In  not  a  ground  for  a 
finding  of  discrimination. 

"I  ask  the  Commission  .to  rule  thai  evidence  that  rate*  com- 
plained of  yield  to  the  carrier*  less  revenue  than  they  should 
yield  is  not  evidence  of  discrimination.  I  should  have  hesltatnl 
to  aak  for  that  ruling  two  months  ago — not  because  I  had  any 
doubt  about  the  correctness  of  It.  as  a  matter  of  law.  but  be- 
cause I  understood  the  commission  to  have  ruled  otherwise.  I 
was  mistaken,  as  to  the  Intent  of  certain  discussion  concerning 
'h>>  adequacy  of  rates  appearing  In  your  reports. 

"When  I  say  this  I  explain  that  in  making  argument  here 
I  follow  the  practice,  ordinarily,  of  accepting  the  most  recent 
declaration  of  the  commission  upon  any  matter,  which  I  have 
once  argued  before  It.  an  expressing  the  nettled  purpose  of  th« 
Commission,  and  conclusive  until  tin-  decision  Is  reversed. 

"The  Commission,  however.  Is  better  able  to  Interpret  its 
own  reports  than  I  am.  It  has  the  right  to  speak  through  one 
of  Its  members  selected  for  that  purpose.  It  has  so  spoken  on 
the  very  question  Involved  here,  and  through  one  of  its  mem- 
bers of  noteworthy  legal  ability,  and  power  of  careful  and  exact 
expression.  I  refer  to  the  statement  made  by  the  representative 
of  this  Commission  befon-  the  Senat..  Committee  on  Interstate 
.  ummerce  on  January  6.  1922. 

"As  appears  from  the  record  on  the  hearing,  the  tttatement 
which  was  then  made  was  upon  request  of  the  committee  for 
Its  benefit  and  guidance  in  determining  what  amendatory  legis- 
lation. If  any.  should  be  enacted. 

"Inquiry  by  the  chairman  of  the  committee  as  to  whether 
the  failure  of  the  state  commissions  to  Increase  state  rates  by 
the  same  percentage  as  was  authorized  with  respect  to  Inter- 
state rates  In  Ex  Parle  71  Is  In  Itnelf  proof  of  discrimination 
within  the  Intent  of  section  13(4),  the  following  statement 
appears.  I  quote  from  the  record: 


Mr.  Hall.  •  •  *  I  might  say  at  the  outset  that  \ve.  in  no  cast1, 
fither  in  these  state  cases  or  any  other,  have  regarded  disparity  alone, 
and  by  itself,  as  establishing  either  undue  prejudice  or  unjust  dis- 
crimination: and  we  did  not  do  it  in  these  cases.  If  we  had  been  dis- 
posed to  do  it  in  these  cases,  there  would  have  been  no  occasion  to 
hold  any  hearing  whatever,  because  it  was  obvious  at  the  start  that 
disparity  existed.  It  was  plain  before  us.  •  •  • 

The  Chairman.  All  we  want  to  know  is  whether  or  not  the  law 
ought  to  be  modified  or  amended;  *  *  *  whether  because  of  the 
mere  fact  that  the  rate  was  less,  without  further  inquiry  in  its  effect 
upon  interstate  commerce,  the  Commission  took  jurisdiction  of  tin- 
state  rate  and  raised  St. 

Mr.  Hall.  •  •  *  I  was  about  to  indicate  that  the  mere  develop- 
ment of  that  fact  was  not  enough  for  the  Commission.  Mr.  Chairman. 
We  ascertained  that  the  Intrastate  fares  were  different,  and  not  only 
different  but  resulted  in  unjust  discrimination,  as  we  defend  it  in  the 
Shreveport  case,  to  interstate  traffic  and  to  persons  and.  to  an  extent, 
localities  affected  thereby,  and  we  found  that  the  conditions  surround- 
ing the  transportation  were  substantially  similar.  That  we  also  found 
In  the  Shreveport  case,  and  having  done  that,  there  remained  the 
question  of  how  to  remove  it. 

Now.  under  the  Shreveport  case,  and  without  section  13,  paragraph 
(1).  we  would  not  have  prescribed  the  Intrastate  fare.  What  we  did 
here  was  to  follow  section  13.  paragraph  (4),  and  prescribe  the  fare 
thereafter  to  be  charged. 

The  Chairman.  That  la  to  gay.  that  was  an  additional  power  given 
to  the  Interstate  Commerce  Commission  under  the  transportation  act, 
which  did  not  exist  before. 

Mr.  Hall.  It  Is  additional  in  that  it  is  a  short  cut:  it  gives  a  short 
cut  to  the  same  result.  Tlie  same  result  was  effected  In  the  Shiw  - 
port  case  In  a  different  way.  •  •  • 

T*ie  Chairman.  Well,  we  have  had  a  good  deal  of  discussion  about 
your  orders  and  a  great  deal  with  regard  to  the  intent  of  the  Congress 
in  enacting  paragraph  (4)  of  section  13.  •  •  •  Now  suppose  that  the 
rates  on  poultry.  a»  fixed  by  our  state  commission,  from  a  point  thirty 
miles  out  of  Des  Molnes  was  50  cents  a  hundred-weight,  just  as  an 
illustration,  and  that  rate  or  thai  shipment  did  not  in  anywise  inter- 
fere with  competition  In  interstate  commerce.  It  did  not  put  anybody 
at  a  disadvantage  or  create  any  prejudice  against  anyone  outside  the 
state  doing  business  In  Interstate  commerce.  The  fact  that  tin 
state  commission  In  Iowa  did  not  raise  its  rate  on  poultry  35  per  cent, 
It  seems  to  me.  would  not  present  a  case  of  discrimination  against 
Interstate  commerce. 

Mr.  Hall.  No.  Mr.  Chairman.  That  fact,  taken  by  Itself,  cer- 
tainly would  not  produce  any-such  case.  If  that  were  enough  we  need 
not  have  held  any  hearings.  We  could  have  taken  what  the  state 
commission  had  done,  compared  it  with  what  we  had  done,  and  gone 
no  further,  as  the  basis  of  making  orders.  What  I  have  been  endeav- 
oring to  point  out  this  morning  Is  that  In  each  case  we  sent  our  exam- 
iners to  those  states  and  took  all  the  evidence  that  was  offered,  in 
which  specific  Instances  of  undue  prejudice  to  persons  or  localities 
unjust  discrimination  against  Interstate  commerce,  were  testified  to 
coupled  with  general  testimony  that  the  specific  Instances  were  typical 
of  the  rate  situation  throughout  the  state.  This  testimony  was  not,  in 
our  Judgment,  effectually  controverted  h*  the  other  evidence  adduced 

s,>  that  our  findings  In  these  state  cases  are  findings  of  the  fact 
that  there  w«»  nmlin-  prejudice:  to  persons  or  localities  or  unjust  dis- 
crimination against  Interstate  commerce.  That  Is  not  because  the 
revenues  of  the  carriers  are  less  than  they  might  or  should  be  That 
Is  an  Incidental  feature  discussed  In  our  report,  and  which,  of  course. 
the  carriers  stress.  But  that  Is  not  the  determinative  point  •  •  '  • 
We  look  to  see  who  Is  preferred,  who  prejudiced,  and  whether  it  is 
undue  or  not.  and  whether  the  circumstances  and  conditions  are 
•similar.  •  •  • 

What  we  have  done  here  is  nothing  but  what  we  would  have  been 
obliged  to  do.  perhaps  In  a-  more  circuitous  way.  under  the  Shreveport 
doctrine.  If  the  same  showing  had  been  made  to  us  In  each  one  of 
these  cases. 

"This  statement,  made  on  behalf  of  the  Commission,  at  tlu> 
request  of  the  Senate,  for  the  purpose  which  has  been  stated. 
we  now  assume  to  have  expressed  the  deliberate  and  careful 
judgment  of  the  commission  as  to  its  understanding  of  the  intent 
of  the  decisions  that  it  had  rendered  in  these  so-called  discrimi- 
nation cases.  Spoken  under  the  circumstances  which  I  am  re- 
calling, we  treat  it  as  an  official  declaration  of  the  Commis- 
sion, and  we  now  ask  the  commission  to  take  it  from  the  pages 
of  the  Senate  hearing,  and  place  it  on  the  pages  of  its  own 
reports,  where,  in  the  form  of  a  reported  decision,  It  may  give 
interpretation  not  only  to  the  statute,  but  to  the  commission's 
former  decisions,  and,  like  a  key  to  the  Scriptures,  give  new 
meaning  to  that  which  before  seemed  clear,  but  which,  by  rea- 
son of  our  limitations  of  understanding,  was  not." 


TENNESSEE  CENTRAL  STOCK  AND  BONDS 
The  Tennessee  Central  RisMway  Co.  has  applied  to  the  Com- 
mission for  authority  to  Issue  $3,000.000  of  common  stock  and 
$3.000,000  of  first  mortgage  bonds,  the  proceeds  to  be  used  for  tin- 
payment  of  the  company's  property  to  the  extent  of  $1,500,000 
and  the  balance  to  be  used  for  additions  and  betterments,  pur- 
chase of  equipment  and  the  rehabilitation  of  the  property.  The 
company  proposes  to  «ell  the  securities  at  33  1-3  crn't  on  the 
dollar,  that  Is,  with  each  $1  in  bonds  the  purchaser  will  receive 
$2  in  stock,  to  the  extent  of  $1.500,000  In  bonds  and  $3.000,000  In 
stock.  The  rest  of  the  bonds  will  be  deposited  with  the  govern- 
ment to  secure  a  loan  for  which  the  company  will  ask,  or  in  the 
event  the  loan  Is  not  granted  the  bonds  will  remain  in  the  treas- 
ury of  the  company  to  be  used  subject  to  the  order  of  the 
Commission. 


LEASE  OF   BOARD  VESSELS 

The  Emergency  Fleet  Corporation  has  leased  on  a  bare  boat 
charter  basis  a  total  of  35  vessels  which  bring  in  a  little  in  ex- 
cess of  $800.000  annually  to  the  Shipping  Board,  according  to 
J.  W.  Powell,  president  of  the  Fleet  Corporation.  It  IB  expect >'<! 
that  a  number  of  additional  allocations  on  the  bare  boat  basis 
will  be  made  shortly. 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATIONS  OF   COMMON   CARRIERS 

Whether  a  Car  Was  Delivered  at  Place  Accessible  for  Unloading 
Pursuant  to  Statute  Held  for  the  Jury: 
(Supreme  Court  of  Alabama.)     In  an  action  for  demurrage 
for  a  car  remaining  unloaded  in  excess  of  the  free  time  allowed 
by  Code  1907,  sec.  5614,  whether  the  car  was  delivered  at  a 
place  reasonably  accessible  for  unloading,  pursuant  to  section 
5605,   held  for   the  jury. — Hines,   Director-General   of  Railroads, 
vs.  Thomasville  Light  and  Power  Co.,  90  S.  Rep.  316. 
Refusal  to  Permit  Attorney  of  Railroad  Company  to  Argue  Pur- 
pose of  Demurrage  Charges  Before  Jury  Held  Not  Erroneous: 
In  a  suit  by  a  railroad   company  for  demurrage  charges, 
refusal  of  the  trial  court  to  permit  plaintiff's  attorney  to  argue 
the  purpose  of  demurrage  charges,  while  unduly  fastidious,  was 
not  erroneous. — Ibid. 

On  Appeal  from  Default  Judgment,  Presumed  that  Court  Di- 
rected a  Verdict  op.  Evidence  Which  Did  Not  Require  Sub- 
mission to  Jury: 

(Supreme  Court  of  South  Carolina.)  On  appeal  from  default 
judgment,  it  will  be  presumed,  in  support  of  the  regularity  of 
die  proceeding  and  in  the  absence  of  the  testimony,  that  there 
was  evidence  from  which  the  amount  of  the  verdict  could  have 
been  arrived  at  by  the  court  without  submitting  the  case  to  the 
jury. — Williams  et  al.  vs.  American  Ry.  Express  Co.  et  al.,  110 
S.  E.  Rep.  125. 

Not  Liable  for  Misrepresentations  as  to  Published  Interstate 
Rates: 

Under  the  interstate  commerce  act  (24  Stat.  379),  and  in 
view  of  the  purpose  thereof,  to  secure  uniformity  of  rates  an 
interstate  shipper  could  not  recover  from  an  express  company 
or  its  agent  the  damages  sustained  in  shipping  by  express  in- 
stead of  by  freight  because  of  agent's  misrepresentation  as  to 
the  rates,  since  the  rates  had  been  published  and  shipper  was 
presumed  to  have  had  knowledge  thereof,  and  to  allow  recovery 
would  permit  evasion  of  the  act  by  reducing  the  published  rates 
by  recoupment.- — Ibid. 

Carrier  Subject  to  Interstate  Commerce  Act  Cannot  Make  Joint 
Rate  with  Ocean  Carrier,  Whether  Separate  Bill  of  Lading 
Issued  or  Not: 

(Supreme  Court  of  Wisconsin.)  Carriers  subject  to  the 
interstate  commerce  act  cannot  make  a  joint  rate  with  an  ocean 
carrier,  and  the  transportation  within  the  Upited  States  must 
be  treated  as  a  separate  transportation,  subject  to  the  terms  of 
i  hat  act,  whether  a  separate  bill  of  lading  was  issued  or  not. — 
Waters  et  al.  vs.  Pfister  &  Vogel  Leather  Co.,  186  N.  W.  Rep.  173. 
Acceptance  of  Goods  Imposes  Liability  on  Consignee  for  Lawful 
Charges  Under  Interstate  Commerce  Act: 
Under  the  interstate  commerce  act  a  consignee's  acceptance 
of  goods  shipped  in  interstate  commerce  rendered  it  liable  for 
the  lawful  freight  charges  where  the  charges  prepaid  were  less 
than  the  lawful  charges,  though  it  had  not,  by  paying  any  part 
of  the  charges,  admitted  its  liability,  as  it  is  the  acceptance  of 
the  goods  and  not  part  payment  that  makes  the  consignee  a 
party  to  the  contract. — Ibid. 

State,  Equipping  and  Maintaining  Canal,  Not  a  Common  Carrier: 
(Supreme  Court,  Appellate  Division,  Third  Department.)  A 
state,  constructing,  equipping  and  maintaining  a  barge  canal  for 
public  use,  is  not  a  common  carrier  of  commerce,  intrastate  or 
interstate,  where  it  furnishes  the  canal  to  common  carriers  by 
water  without  charge. — PeonkC^;  rel.  New  York  Cent.  R.  Co. 
vs.  Public  Service  Commission,  becond  Dist.,  et  al.,  191  N.  Y. 
Supp.  636. 

Statute  Empowering  State  to  Compel  Carrier  to  Transport  Be- 
tween State  Barge  Canal  Terminal  and  Shippers  on  Its  Own 
and  Connecting  Lines  Not  Unconstitutional: 
Where  the  state  established  a  barge  canal  terminal,  con- 
structed docks  and  loading  ships,  and  laid  railroad  tracks  of 
standard  gauge  through  the  docks  to  connect  with  adjacent 
tracks  of  a  railroad  company,  and  the  Public  Service  Commis- 
sion ordered  the  latter  to  provide  transportation  between  such 
terminal  and  shippers  on  its  own  and  on  connecting  lines,  and 
to  furnish  necessary  rolling  stock  therefor  and  to  operate  the 
same  by  its  own  power  and  servants,  held,  that  Public  Service 
Commissions  Law,  sec.  49,  subd.  3,  par.  (a),  as  amended  by  Laws 
1920,  c.  541.  under  which  such  an  order  was  made  is  not  uncon- 
stitutional, for  the  state  had  reserved  control  of  corporations  to 
require  assumption  of  such  burden. — Ibid. 

Public  Service  Commission's  Order,   Requiring  Carrier  to  Trans- 
port All   Traffic    Between   State   Barge  Canal   Terminal   and 
Shippers,  Held   Not  Denial  of  Due  Process,  Nor  a  Taking  of 
Property   Without  Compensation: 
An  order  of  the  Public  Service  Commission,  requiring  relator 


railroad  company  to  furnish  transportation  between  the  state's 
barge  canal  terminal  and  shippers  on  relator's  own  and  con- 
necting lines,  held  not  an  appropriation  of  realtor's  property  for 
the  use  of  the  state  or  another  without  compensation,  since 
compensation  was  specifically  provided  for,  and  it  did  not  violate 
the  due  process  of  law  clause  (Const.  N.  Y.,  art.  1,  sec.  6; 
Const.  U.  S.  Amend.  14).— Ibid. 

Public  Service  Commission    Held   Without  Authority  to   Require 
Interstate    Transportation    by    Carrier    from    State's    Barge 
Canal  Terminal  to  Carrier's  Own   Lines: 
Interstate  commerce  act,  sec.  6,  subd.  13,  added  by  Panama 
Canal  act,  sec.  11,  as  amended  by  transportation  act  1920,  sec. 
412,  not  only  gives  the  Interstate  Commerce  Commission  power 
to  establish  physical  connection  between  lines  of  rail   carriers 
and  docks,  but  also  to  direct  rail  and  water  carriers,  singly  or 
jointly,  to  construct  and  connect  with  lines,   and  to  determine 
and  prescribe  the  terms  and  conditions  of  operating  such  con- 
nections,  so   that   such  matters  are   entirely  removed  from   the 
state  and   its   Public   Service   Commission   has   no   authority   to 
order  such    connection    between    relator's  tracks    and    state's 
barge  canal  terminal,  as  regards  interstate  commerce. — Ibid. 
Order  of   Public  Service  Commission   Held  Vlot  to   Limit   Barge 
Canal  Terminal  to  Intrastate  Commerce: 

Though  the  only  shippers  named  in  order  of  Public  Service 
Commission   that   carrier  provide    transportation    between    the 
state's  barge  canal  terminal  and  shippers  on  carrier's  own  and 
connecting  lines  within  the  state,  it  did  not  thereby  limit  the 
use  of  terminal  to  intrastate  commerce. — Ibid. 
Control    of    Interstate   Commerce    Between    Canal    Terminal    and 
Rail    Carrier    Is    Vested    in    the    Interstate    Commerce   Com- 
mission, Though  the  Canal  Be  Owned  by  a  Sovereign  State: 
Interstate   commerce   act   assumes   merely   to   control   inter- 
state commerce  between  the  canal  carrier  and  the  rail  carrier, 
and  that  it  cannot  be  regulated  by  the  state,  and  the  fact  that 
a  sovereign  state  owns  a  canal  does  not  change  the  conclusion. 
—Ibid. 

Commission's  Findings  of  Fact  Not  Conclusive  on  Superior  Court 
in   Action  to   Set  Aside  Commission's  Order: 
(Supreme  Court  of  Indiana.)     Findings  of  fact  made  by  the 
Public  Service  Commission  are  not  conclusive  upon  the  Superior 
Court  in  action   to  set  aside  the   commission's   order,   since   in 
such  case  the  court  tries  the  case  de  novo  under  Burns'  Ann. 
S.  1914,  sec.  5536,  10052z2. — Public  Service  Commission  of  Indi- 
ana et  al.  vs.  Lake  Erie  &  W.  R.  Co..  133  N.  E.  Rep.  492. 
Evidence  Held  Not  to  Sustain  Order  Requiring  Railroad  to  Inter- 
change Carload   Lots  with   Interurban   Road: 
In    proceedings   by   interurban   electric    railroad   which    had 
recently  commenced   to  handle  freight,  to  require  another  rail- 
road to  treat  such  interurban  railroad  as  a  common  carrier  of 
freight,    and    to   interchange    carload    lots    with    the    interurban 
road,  and  to  require  establishment  of  through  and  joint  freight 
rates  between  the  two,  evidence  held  insufficient  to  sustain  an 
order   granting   the   petition,    in    that   it    failed    to    show    public 
necessity  therefor.— Ibid. 
Motion  for  Modification  Should  State  Reasons: 

Motion  to  modify  judgment  must  state  the  reasons  for  the 
modification  asked. — Ibid. 

Exact  Sums  Collected  from  Outside  Persons  by  Lumber  Company 
Operating  Railroad  Held  Immaterial  on  Question  Whether 
It  Was  a  Common  Carrier: 

(Supreme  Court  of  Washington.)  In  a  proceeding  involving 
question  of  whether  a  lumber  company  operating  a  railroad  was 
as  to  such  railroad  a  common  carrier,  insufficiency  of  evidence  as 
to  the  exact  sums  collected  from  outside  persons  held  imma- 
terial where  sum  so  collected  was  inconsequential  as  compared 
with  the  freight  carried  by  the  railroad  for  the  company  itself. — 
State  ex  rel.  Silver  Lake  Ry.  &  Lumber  Co.  vs.  Public  Service 
Commission  of  State  of  Washington  et  al.,  203  P.  Rep.  3. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul.  Minn 

Copyright  by  West  Publishing  Co  > 


LOSS  OF  OR  INJURY  TO  GOODS 

Consignee   Entitled  to  Refuse  Coal   Because  of  Quotation  of  Er- 
roneous Rate: 

(Supreme  Court  of  Wisconsin.)  Where  the  initial  carrier  of 
a  shipment  of  coal  quoted  the  same  rate  charged  by  other  car- 
riers, but  on  arrival  at  destination  it  was  discovered  that  it  had 
never  published  such  rate,  and  that  the  rate  according  to  the 
tariff  in  force  was  larger,  the  consignee  was  under  no  obligation 
to  accept  the  coal  and  pay  the  illegal  rate  and  afterward  seek 
his  remedy  therefor,  instead  of  refusing  the  coal,  though  it 
might  have  been  better  business  management  for  him  to  do  so. 
—Waters  et  al.  vs.  Becker  et  al.,  186  N.  W.  Rep.  167. 
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Bill  of  Lading  Held  Not  to  Authorize  Storage  of  Coal  in  Cars  for 
Six   Month*  After   Refusal  to  Accept: 

A  bill  of  lading  covering  a  shipment  of  coal,  and  giving  the 
carrier  the  right  to  make  a  reasonable  charge  for  storage  of 
property  not  removed  within  48  hours,  gave  it  no  right  to  store 
the  coal  in  the  cars  for  6  months  after  the  consignee  refused  to 
accept  it  and  charge  storage  therefor,  where  the  refusal  to  ac- 
cept was  due  to  an  excessive  freight  rate. — Ibid. 
Finding  That  Ten   Day*  After  Refusal   of  Coal   Was   Reasonable 
Time  for  Unloading  As  Respected  Claim  for  Demurrage  Held 
Warranted: 

Where  the  initial  carrier  of  a  shipment  of  coal  quoted  the 
same  rate  charged  by  other  carriers,  but  on  arrival  at  destina- 
tion It  was  found  that  its  tariff  rate  was  somewhat  higher  and 
the  consignee  refused  to  accept  the  coal,  but  the  carrier  kept  the 
coal  in  the  can  for  several  months  and  then  sold  it,  the  trial 
judge's  finding  that  ten  days  was  a  reasonable  time  for  unloading 
and  storing  the  coal,  and  that  demurrage  could  only  be  charged 
for  that  period,  held  warranted.— Ibid. 

Unpaid  Freight  Charges  to  Be  Deducted  in  Determining  Damage* 
for  Conversion: 

In  determining  the  damages  for  the  conversion  of  shipments 
of  coal  by  the  carrier,  the  freight  charges,  when  unpaid,  should 
be  deducted  from  the  fair  market  value  of  the  coal  at  the  point 
of  destination,  as  this  fully  compensates  the  shipper,  and  he 
-Mould  not  be  permitted  to  profit  because  the  contract  was  not 
performed. — Ibid. 

Claim  for  Conversion  Dependent  on  Validity  of  Rule  Held  Within 
Exclusive  Jurisdiction  of  Interstate  Commerce  Commission: 
A  consignee's  claim  against  a  carrier  for  the  conversion  of 
coal,  which  is  dependent  on  the  validity  of  a  rule  adopted  by  the 
company  affecting  the  reconsignment  rights  of  the  consignee, 
was  within  the  exclusive  Jurisdiction  of  the  Interstate  Commerce 
Commission  under  the  Interstate  Commerce  Law.  and  the  state 
circuit  court  had  no  jurisdiction  of  a  counterclaim  therefor— Ibid. 
Claims  for  Demurrage,  Etc.,  Arising  Out  of  Dispute  Over  Rule  As 
to  Reconsignments,  Not  Within  Court's  Jurisdiction: 
Under    interstate    commerce    act,    sec.  8.  9.  13,  16   (U.  8. 
'  nmp.  St..  sec.  8S72.  8573.  8581.  8584).  a  carrier's  claims  for  de- 
murrage charges   accruing  on   coal   accumulating  at   a  certain 
point,  as  the  result  of  a  dispute  over  the  validity  of  an  order  af- 
fecting the  consignee's  reconslgnment  right*,  and  claims  by  the 
consignee  for  the  repayment  of  reconslgnment  and  demurrage 
charges  growing  out  of  the  same  dispute,  called  for  the  exercise 
of  the  judgment  and  discretion  and  administrative  powers  vested 
In  the  Interstate  Commerce  Commission,  and  were  not  within  the 
jurisdiction  of  the  state  circuit  court.— Ibid. 
Consignee    Invoking   Jurisdiction   of    Interstate   Commerce   Com- 
mission Not  Entitled  to  Sue  for  Overcharges: 
I'nder  interstate  commerce  act.  sec.  9  (U.  S.  Comp.  St.,  sec. 
8573),  where  a  consignee  of  coal  Invoked  the  jurisdiction  of  the 
Interstate  Commerce  Commission  respecting  the  interpretation 
of  a  carrier's  tariffs  respecting  reconKlgnmentH.  their  validity, 
charges  for  demurrage,  reconslgnment  and  reparation  claims,  etc., 
and  the  Commission  passed  on  most  of  the  questions,  but  had 
r  made  any  final  order  of  reparation  or  determination  of 
ihe  amount  to  be  paid,  the  consignee  had  elected  his  remedy 
and  could  not   sue  to   recover  demurrage    and    reconslgnment 
charges   claimed   to   have   been    Illegally   collected   in   the   state 

<  court. — Ibid. 

Consignee  Invoking  Jurisdiction  of  Interstate  Commerce  Com- 
mission as  to  Damages  for  Delay  Bound  by  His  Election: 
A  consignee  of  coal  which  submitted  the  question  of  dam- 
ages for  delay  In  delivery  due  to  a  dispute  over  his  reconslgn- 
ment rights  to  the  Interstate  Commerce  Commission,  which  held 
that  he  had  failed  to  use  due  diligence  to  avoid  loss  and  could 
not  properly  be  awarded  damages  for  his  loss,  was,  under  inter- 
state commerce  act,  sec.  8.  16  (U.  8.  Comp.  St..  sec.  8572,  8584), 
bound  by  his  election  In  choosing  the  Commission  as  the  forum 
for  relief,  and  was  not  entitled  to  sue  In  the  state  circuit  court. 

Ibid. 

As  to  Baggage  Carried  on  Same  Train  with  Passenger,  Carrier's 

Liability    Continues   for    Reasonable   Time   After   Arrival    to 

Present  Check  and  Enable  Carrier  to  Deliver: 

(Supreme    Court    or     Minnesota.)     When     passenger    and 

'  ked  baggage  travel  on  the  same  train,  the  carrier's  liability 

continues  for  such  reasonable  time  after  arrival  of  baggage  as 

Is  necessary  to  permit  passenger  to  present  his  check  and  enable 

the  company  to  effect  <lcliv>-r>      \Vlnt.    %s.  Chicago.  M.  *  St.  P. 

'•.  186  N.  W.  Rep.  145. 

Time  Liability  Continues  After  Arrival  of  Baggage   Is  Generally 

Fact  Question,  Unless  Facts  Are  Undisputed: 

In  determining  what  Is  a  reasonable  time  after  arrival  of 

baggage  for  carrier's   liability   to  continue,   allowance   must   be 

made  for  the  crowded  condition  of  the  depot,  and  perhaps  other 

instances,   and   the  question   Is  generally  one  of  fact;    but 

if  the  facts  are  undisputed,  It  U  one  of  law  for  the  courts. — Ibid. 

Delay  to  Call  for  Baggage  from  Afternoon  of  Arrival  Until   Next 

Morning    Unreasonable,    and    Carrier's    Liability    that    of    a 

Warehouseman: 

A  delay  from   the  afternoon  of  arrival  of  baggage  until  the 


morning  of  the  next   day   in  calling  therefor  is,  in  the  absence 
of  special  circumstances,  unreasonable,  so  that,   in  case  of  its 
theft  during  the  night,  the  carrier's  liability  was  merely  that  of 
warehouseman,  and  not  of  carrier. — Ibid. 
Service  of  Process  on  Soliciting  Agent  of  Foreign  Railway  Valid: 

(Supreme  Court  of  Minnesota.)  Service  of  summons  under 
Gen.  St.  1913,  sec.  7735,  upon  a  soliciting  freight  or  passenger 
agent  of  a  foreign  railway  company,  doing  no  business  in  the 
state  except  to  solicit  traffic  over  lines  outside  the  state,  confers 
jurisdiction,  and  is  not  in  contravention  of  the  federal  Constitu- 
tion.— Farmers'  Co-op.  Equity  Co.  vs.  Payne,  Agent,  186  N.  W. 
Rep.  130. 
Cotton  on  Platform  of  Compress  Company  Held  Not  to  Have 

Been  Delivered  When  Burned: 

(Court  of  Civil  Appeals  of  Texas,  Dallas.)  Where  a  carrier 
had  no  warehouse,  but  used  compress  company's  premises  for 
storage  of  cotton  at  a  certain  point,  and  where  it  burned  after 
it  was  unloaded  on  the  compress  company's  platform,  and  had 
been  weighed  and  samples  therefrom  drawn  pursuant  to  custom, 
and  before  consignee  could  obtain  possession,  because  instru- 
ments required  of  the  compress  company  by  the  carrier  prece- 
dent to  delivery  to  the  owner,  pursuant  to  custom,  had  not  been 
delivered,  the  carrier  was  liable  for  its  loss  as  a  carrier  under 
Rev.  St.,  art.  712.  since  the  cotton  had  not  been  delivered,  the 
compress  company  under  the  circumstances  being  the  agent  of 
carrier  and  not  the  agent  of  consignee. — Houston  &  T.  C.  Ry. 
Co.  vs.  J.  W.  Geer  &  Sons,  236  S.  W.  Rep.  199. 
Carrier's  Liability  Where  in  Posesssion  More  than  Reasonable 

Time  After  Notice  to  Consignee,  Etc.,  Held  That  of  a  Ware- 
houseman: 

If  goods  are  destroyed  in  a  carrier's  possession  more  th;m 
a  reasonable  time  after  notice  to  consignee  of  arrival  of  ship- 
ment, and  after  consignee  failed  to  pay  freight  and  receive  the 
tickets  entitling  owner  to  possession,  its  liability  is  that  of  a 
warehouseman. — Ibid. 
Conversion  by  a  Terminal  Carrier  of  a  Carload  of  Lumber  Not 

Shown: 

(Court  of  Civil  Appeals  of  Texas,  Texarkana.)  Kvidence 
held  insufficient  to  show  that  a  terminal  carrier  had  converted 
a  carload  of  lumber  by  an  unauthorized  delivery  without  pro- 
duction of  a  bill  of  lading.— Schaff  vs.  Ufmer,  236  S.  W.  Rep.  145. 

BILLS   OF   LADING 

Interstate  Bill  of  Lading  Held  an  "Order  Bill"  and  "Negotiable:" 
(Court  of  Civil  Appeals  of  Texas,  Texarkana.)  A  bill  of 
lading  for  an  interstate  shipment  "to  F.  L.  Shaw  Company, 
Paris,  Tex.,  notify  J.  G.  Coleman,"  was  an  "order  bill"  and  ne- 
gotiable within  the  meaning  of  r.  S.  Comp.  St.,  sec.  8604a  to 
8604n,  and  the  person  to  whom  it  was  negotiated  acquired  tide 
to  the  property  shipped,  and  could  convey  to  a  purchaser  in 
good  faith  for  value.- F.  I,.  Shaw  Co.  vs.  Coleman  et  al.,  236 
8.  W.  Rep.  178. 

Violation  of  Duty  Under  Order  Bill  of  Lading  to  Deliver  Ship- 
ment Without  Order: 

Carrier  violated  its  duty  under  a  bill  of  lading  shipping 
"to  F.  Company.  Paris.  Tex.,  notify  J.."  when  it  delivered  the 
shipment  to  J.  without  an  order  from  F.  Company,  the  bill  being 
an  "order  bill,"  and  negotiable  under  U.  S.  Comp.  St.,  sec.  8604a 
to  8604n.— Ibid. 

Title  Held  to  Have  Passed  Under  Contract  to  Dealer  to  Whom 
Shipment  Was  Delivered  Without  Payment  of  Draft  At- 
tached  to  Bill  of  Lading: 

Title  held  to  pass  under  an  "order  bill"  of  lading  negotiable 
under  U.  S.  Comp.  St.,  sec.  8604a  to  8604n,  where  such  bill  v.::.- 
sent  to  a  bank  with  a  draft  attached,  and  the  shipment  was 
delivered  without  payment  of  the  draft,  and  the  shipment  could 
not  be  recovered  from  innocent  purchasers,  in  view  of  a  dealer's 
contract  tending  to  show  that  It  was  the  intention  that  title 
should  pass  to  the  person  to  whom  the  shipment  was  delivered, 
when  such  shipment  was  delivered  to  the  carrier. —  Ibid. 

CARRIAGE  OF  LIVE  STOCK 

Carrier   Liable   for   Defective   Cars    Furnished    by    Belt    Line  for 

Reloading  Cattle: 

(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  A  carrier,  dele- 
gating to  a  belt  line  railroad  Its  duty  to  unload  shipped  cattle  at 
stockyards  where  they  could  be  unloaded,  fed  and  watered,  and 
to  furnish  proper  cars  for  reloading  them,  was  liable  for  the  belt 
line's  furnishing  defective  cars  for  reloading  the  cattle. — Lan- 
caster et  al.  vs.  Hollebeke  et  al..  235  S.  W.  Rep.  1113. 
In  Suit  Against  Initial  Carrier,  Instruction  Held  Not  so  General 

as  to  Permit  Jury  to  Consider  Injuries  on  Connecting   Line: 

Where  in  a  suit  against  an  initial  carrier  the  petition  only 
complained  that  cars  furnished  for  reloading  horses  on  its  line 
where  they  were  unloaded  were  defective,  and  that  they  were 
roughly  handled  only  between  that  point  and  the  end  of  de- 
fendants' line,  and  the  evidence  does  not  show  the  condition 
of  the  cars  of  the  connecting  carrier  into  which  they  were  re- 
loaded, and  plaintiff  testified  there  was  no  difference  between 
their  condition  then  and  when  they  reached  their  destination, 
except  that  wounds  were  a  little  more  affected,  and  eviilciu •<• 
showed  rough  handling  on  defendants'  line  and  no  injury  ;ii 
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ward,  an  instruction  for  plaintiff  if  the  jury  found  "defendants 
failed  to  provide  such  cars"  as  an  ordinarily  prudent  person 
would  have  provided,  and  they  were  injured  by  defects  in  "said 
cars,"  or  defendants  negligently  caused  or  permitted  "said  cars" 
to  be  bumped,  etc.,  clearly  referred  to  injuries  received  in  cars 
for  reloading,  furnished  by  defendants,  and  was  not  too  general 
as  permitting  the  jury  to  consider  movements  from  the  point  of 
origin  to  final  destination,  and  so  to  consider  injuries  which 
might  have  occurred  on  the  line  of  the  connecting  carrier. — Ibid. 
Damages  to  Stock  Based  on  Value  at  Place  of  Destination: 

In  shipper's  action  for  damages  to  stock  shipped,  held,  that 
the  point  of  destination  was  the  place  for  determining  the  dif- 
ference in  the  value  of  the  animals,  in  computing  damages. — 
Ibid. 
Evidence   that    Stock    Died    After    Arrival     at     Destination    Held 

Admissible: 

In  shipper's  action  for  damages  to  stock  shipped,  it  was 
proper  to  permit  one  of  the  plaintiffs  to  testify  to  the  condition 
of  the  stock  upon  arrival  at  the  point  of  destination,  and  that 
five  head  died  after  such  arrival,  it  being  for  the  jury  to  deter- 
mine whether  the  condition  of  the  animals  and  the  death  of  five 
of  them  after  arrival  was  caused  by  injuries  received  in  ship- 
ment.— Ibid. 

Jurisdiction    Not   Lost   by   Failure  to   Pay  Costs  as   Condition  for 

Reinstatement  Where  Order  Was  Corrected: 

(Court  of  Civil  Appeals  of  Texas,  Austin.)  Jurisdiction  was 
not  lost  because  of  plaintiff's  failure  to  comply  with  condition 
of  an  order  to  pay  costs  precedent  to  having  cause  reinstated 
all  PI-  dismissal  where  a  note  on  the  judge's  docket  showed  that 
the  real  order  was  that- plaintiff  "be  taxed"  with  such  costs  and 
a  judgment  nunc  pro  tune  was  entered  to  that  effect. — Billberry 
vs.  Fort  Worth  &  R.  G.  Ry.  Co..  236  S.  W.  Rep.  106. 
Reply  Held  Defective  for  Not  Alleging  Excuse  for  Delay  of  Train 

or  Notice  of  Circumstances  Causing   It: 

In  an  action  for  damage  to  stock  from  delay;  a  reply  that 
the  cattle  were  not  delivered  to  the  stock  yards  in  the  usual 
time,  because  the  crowded  condition  of  such  stock  yards  pre- 
vented such  delivery,  and  that  such  crowded  condition  had 
existed  for  a  considerable  time,  was  subject  to  the  exception 
that  it  was  not  alleged  that  the  carrier  gave  the  shipper  notice 
as  to  such  crowded  condition,  nor  that  the  shipper  had  such 
notice,  nor  that  the  carrier  did  not  know  of  such  condition,  nor 
allege  any  cause  why  carrier  could  not  have  given  notice  to  the 
shipper  of  such  condition.— Ibid. 
Failure  of  Motion  for  New  Trial  to  Allege  Verdict  Was  Contrary 

to   Evidence   Not   Ground   for  Affirmance: 

Appellant's  failure  to  allege  in  his  motion  for  new  trial  that 
the  verdict  was  contrary  to  the  evidence  was  not  ground  for 
affirmance  where,  though  the  evidence  was  sufficient  to  sustain 
the  verdict,  evidence  was  erroneously  admitted  without  which 
the  appellate  court  could  not  say  that  the  jury  would  have 
rendered  the  same  verdict. — Ibid. 
Whether  Shipper's  Contract  Was  with  Railroad  Company  or 

with   Receiver   Held   for  the  Jury: 

Where  a  shipper  alleged  a  contract  with  defendant  railroad 
rompany,  and  testified  to  an  oral  agreement  with  the  company, 
while. the  company  introduced  a  written  agreement  made  with 
the  receivers  of  the  company,  the  issue  as  to  the  parties  con- 
tracting should  have  been  left  to  the  jury. — Ibid. 


INTERLOCKING  DIRECTORATES 

The   Traffic   World   Washington  Bureau 

The  Commission  has  authorized  officers  of  the  Virginia 
Railway,  Marsh  Fork  Railway,  Duluth,  South  Shore  &  Atlantic 
Railway  and  other  roads  to  retain  their  positions;  officers  of 
the  Wabash  Railway,  Detroit  &  Western  Railway,  Kansas  City 
Terminal  Railway,  and  other  roads  to  retain  their  positions; 
and  officers  of  the  Big  Sandy  &  Cumberland  Railroad.  Smoky 
Mountain  Railway  and  Knox  Creek  Railway  to  retain  their 
positions. 

W.  M.  Ritter  was  authorized  to  hold  the  positions  of  presi- 
dent and  director  of  the  Knox  Creek  Railway  in  addition  to 
positions  previously  authorized. 

Richard  V.  Lindabury,  Charles  S.  Belsterling,  William  W 
Corlett,  Kenneth  B.  Halstead  and  Wm.  Averell  Brown  were  per- 
mitted to  hold  positions  as  attorneys  and  counsel  for  the  Duluth, 
Missabe  &  Northern  Railway,  Elgin,  Joliet  &  Eastern  Railway] 
Birmingham  Southern  Railroad,  and  other  roads. 

F.  B.  Seymour  was  authorizezd  to  hold  the  positions  of 
general  manager  and  director  of  the  Green  Bay  &  Western  Rail- 
road, Kewaunee,  Green  Bay  &  Western  Railroad,  and  Ahnapee 
&  Western  Railway. 

Officers  of  the  New  London  Northern  Railroad  and  the  West 
River  Railroad  were  authorized  to  retain  their  positions  with 
those  roads. 

The  firm  of  Stetson.  Jennings  &  Russell  was  authorized  to 
hold  positions  of  general  counsel  of  the  Northern  Pacific  Rail- 
way and  the  Erie  Railroad. 

W.  J.  Moody  was  authorized  to  hold  the  positions  of  direc- 
tor and  treasurer  of  the  New  Jersey  &  New  York  Railroad  in 
addition  to  positions  previously  authorized. 


Thomas  W.  Lament  was  authorized  to  hold  the  positions 
of  director  of  the  Northern  Pacific  Railway  and  the  Chicago  & 
Erie  Railroad. 

Officers  of  the  Detroit,  Toledo  &  Ironton  Railroad,  Toledo- 
Detroit  Railroad,  and  the  Detroit  &  Ironton  Railroad  were  per- 
mitted to  retain  their  positions  with  those  roads. 

James  H.  Perkins  was  authorized  to  hold  the  position  of 
director  of  the  Detroit,  Hillsdale  &  Southwestern  Railroad  and 
Ft.  Wayne  &  Jackson  Railroad. 

J.  D.  Spreckels  was  authorized  to  hold  the  position  of  pres- 
ident and  director  of  the  San  Diego  &  Arizona  Railway. 

S.  R.  Burton  was  authorized  to  hold  the  position  of  director 
of  the  Dayton  &  Michigan  Railroad  in  addition  to  positions 
previously  authorized. 

Charles  D.  Jones  was  authorized  to  hold  the  position  of 
director  of  the  Little  Miami  Railroad  in  addition  to  positions 
previously  authorized. 

Frank  J.  Jones  has  been  authorized  to  hold  the  position  of 
president  of  the  Dayton  &  Western  Railroad  in  addition  to  posi- 
tions previously  authorized. 

The  Commission  has  authorized  officers  of  the  Kansas, 
Oklahoma  &  Gulf  Railway  and  Missouri,  Oklahoma  &  Gulf  Rail- 
road to  retain  their  positions. 

J.  L.  Bennett  was  authorized  to  hold  the  positions  of  assist- 
ant treasurer  of  the  Kansas,  Oklahoma  &  Gulf  Railway  and 
treasurer  of  the  Missouri,  Oklahoma  &  Gulf  Railroad  in  addi- 
tion to  positions  previously  authorized. 

Officers  of  the  Little  River  Railroad  and  the  Morehead  & 
North  Fork  Railroad  were  permitted  to  retain  their  positions. 

The  Commission  has  authorized  officers  of  the  Chicago  & 
Alton  Railroad,  Joliet  &  Chicago  Railroad,  Louisiana  &  Missouri 
River  Railroad  and  others  to  retain  their  positions;  officers  of 
the  Monongahela  Connecting  Railroad  and  the  Aliquippa  & 
Southern  Railroad  to  retain  their  positions;  officers  of  the 
Tonopah  &  Tidewater  Railroad,  Bullfrog  &  Goldfield  Railroad, 
and  Death  Valley  Railroad  to  retain  their  positions;  officers  of 
the  Boston  &  Albany  Railroad,  Ware  River  Railroad,  Pittsfield 
&  North  Adams  Railroad,  Chester  &  Becket  Railroad  and  other 
roads  to  retain  their  positions;  and  officers  of  the  Ouachita  & 
Northwestern  Railroad,  Leesville.  Slagle  &  Eastern  Railroad,  and 
Oakdale  &  Gulf  Railway  to  retain  their  positions. 

The  Commission  has  authorized  officers  of  the  New  York. 
.Chicago  &  St.  Louis  Railroad,  Chicago  &  State  Line  Railroad. 
Nickel  Plate  Connecting  Railroad,  and  Missouri,  Kansas  City  & 
Texas  Railway  to  retain  their  positions  with  those  roads;  offi- 
cers of  the  Wharton  &  Northern  Railroad  and  Ferromonte  Rail- 
road to  retain  their  positions;  and  officers  of  the  Atlantic  &  St. 
Lawrence  Railroad,  Champlain  &  St.  Lawrence  Railroad,  Grand 
Trunk  Western  Railway,  and  other  roads  to  retain  their  posi- 
tions with  those  roads. 

Howard  H.  Kelley  was  authorized  to  hold  various  positions 
with  the  Atlantic  &  St.  Lawrence  Railroad,  Central  Vermont 
Railway,  and  other  roads  in  addition  to  positions  previously 
authorized. 

Applications  requesting  authority  for  certain  persons  to 
hold  positions  with  the  Grand  Trunk  Railway  Company,  Port- 
land Elevator  Company,  and  New  England  Elevator  Company 
have  been  dismissed,  the  Commission  holding  that  these  com- 
panies are  not  common  carriers  within  the  meaning  of  para- 
graph (12)  of  section  20a  of  the  act. 

Officers  of  the  Duluth.  Missabe  &  Northern  Railway,  Spirit 
Lake  Transfer  Railway,  Duluth  &  Iron  Range  Railroad,  and 
other  roads  have  been  permitted  to  retain  their  positions  with 
thos-e  roads. 

S.  B.  Hicks  was  authorized  to  hold  the  position  of  director 
of  the  Houston  &  Shreveport  Railroad  in  addition  to  positions 
previously  authorized. 

Frank  O.  Wetmore  was  permitted  to  hold  his  positions  with 
the  Southern  Indiana  Railway,  La  Salle  &  Bureau  County  Rail- 
way, and  other  roads  in  addition  to  positions  previously  au- 
thorized. 

Henry  Graves,  Jr.,  was  authorized  to  hold  the  position  of 
director  of  the  Northampton  &  Bath  Railroad  in  addition  to 
positions  previously  authorized. 

A.  W.  Trenholm  has  received  permission  to  hold  the  posi- 
tion of  member  of  the  executive  committee  of  the  Minnesota 
Transfer  Railway  in  addition  to  positions  previously  authorized. 

L.  E.  Jones  was  authorized  to  hold  the  position  of  chief 
engineer  of  the  Pittsburgh  &  Ohio  Valley  Railway,  Youngstown 
&  Northern  Railroad,  and  other  roads. 

William  Buchanan  and  W.  R.  Grim  have  been  permitted 
to  retain  their  positions  with  the  Louisiana  &  Arkansas  Railway 
and  1h~  Texarkana  &  Ft.  Smith  Railway. 

Officers  of  the  Salt  Lake  &  Utah  Railroad  and  the  Nevada 
Copper  Belt  Railroad  have  been  permitted  to  retain  their 
positions. 

Officers  of  the  Texas  Southeastern  Railroad  and  the  Lufkin, 
Hemphill  &  Gulf  Railway  were  authorized  to  retain  their 
positions. 

George  F.  Tennille  was  authorized  to  hold  the  positions 
of  director  of  the  Augusta  &  Savannah  Railroad  and  the  Savan- 
nah &  Statesboro  Railway, 
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MINOR  COMMISSION  ORDERS 

Tin    Tragic    World    Washington   Bureau 

The  Baltimore  Chamber  of  Commerce  and  the  Canned  Goods 

hange  of  Baltimore  have  been  permitted  to  intervene  in  No. 
13U98.  Arbuckle  Bros,  et  al.  vs.  Ann  Arbor  et  al. 

The  Commission  has  ordered  that  depositions  of  C.  M.  Scott, 
.-uperintendent  of  the  Arizona  Eastern  Railroad,  E.  J.  Fen- 
church,  general  freight  and  passenger  agent  of  the  Arizona 
Kastern  Railroad,  H.  C.  Hallmark,  general  freight  agent 'of  th- 
Southern  Pacific  Company,  and  J.  T.  Saunders.  general  freight 
agent  of  the  Southern  Pacific  Company,  be  taken  with  respect 
to  the  matters  and  things  involved  In  No.  13139,  Graham  and 
Cila  Counties  Traffic  Association  vs.  Arizona  Eastern  Railroad 
<  t  al.  The  depositions  will  be  taken  before  H.  R.  Larson,  a 
notary  public,  at  his  office  at  Phoenix,  Arizona,  March  10. 

The  Commission  has  reopened  for  further  hearing  No.  12  ii1.. 
T  ookout  Oil  ft  Refining  Co.  vs.  Alabama  &  Vicksburg,  Director- 
ral  et  al. 

The  Commission  has  modified  its  order  in  I.  ft  S.  No.  1303. 
Rates  to.  from,  and  between  points  south  of  the  Ohio  River,  In- 
cluding the  Mississippi  Valley,  BO  as  to  permit  the  rates  on  grain 
products  prescribed  therein  to  be  established  on  or  before  April 
1  on  15  days'  notice  instead  of  on  30  days'  notice. 

The  Commission,  upon  application  of  the  McCloud  River  Rail- 
road Company,  has  reopened  Ix.  Parte  73.  in  re  sectlon'3  of  the 
interstate  commerce  act.  as  amended  by  section  405  of  the  trans- 
portation act.  1920.  solely  upon  the  question  of  the  propriety 
and  lawfulness  of  the  extension  requested  by  that  carrier  in 
Its  application. 

The  Commission  has  granted  the  application  of  counsel  for 
leare  to  withdraw  exceptions  filed  on  behalf  of  the  defendant. 
HOOMC  Tunnel  &  Wilmington  Railroad  In  No.  12022,  New  Eng- 
land Paper  ft  Pulp  Traffic  Association  et  al.  vs.  Hoonac  Tunnel 
ft  Wilmington  et  al. 

The  Railroad  and  Warehouse  Commission  of  the  state  of 
Minnesota  has  been  permitted  to  Intervene  in  No.  13-161.  Sioux 
City  Live  Stock  Exchange  vs.  C.  St.  P.  M.  ft  O.  et  al. 

The  complaint  in  No.  13290.  The  Secretary  of  War.  oper- 
ating Mississippi-Warrior  Service,  vs.  Aberdeen  ft  Rockflsh  et 

has  been  amended  by  making  the  New  Orleans  Public  Belt 
Railroad  and  Tuscaloona  Railway  ft  Utilities  Company  add) 
tional  parties  defendant. 

The  Commission  has  corrected  IU  report  and  order  entered 
.».  11818  (and  Sub.  No*.  1  to  13.  Inclusive).  American  Whole 
•ale  Lumber  Association  vs.  Director-General,  as  agent,  et  al- 
and I.  and  S.  No.  1421.  penalty  charge  on  lumber  held  foi 
consignment,   by   substituting  "$3"   for  "$5"   In   the   third   para 
graph  of  page  2  of  the  report:  In  the  fifth  paragraph  of  page  14 
of  the  report,  and  In  the  last  paragraph  of  page  7  of  the  order, 
which    refer    to   "reconslgnment   charge    on    lumber   where    In 
s' ructions  are  received  prior  to  arrival  of  car." 

The  return  date  named  In  the  order  to  show  cause  entered 

...    13413.  In  the  matter  of  automatic  train  control  devt. 
has  been  postponed  from   March  15  to  March  20. 

The   Commission   has    amended   its   report    on    No.    11962. 

•ern  Petroleum  Refiners'  Association  vs.  Aberdeen  ft  Rock- 
fish  et  al..  by  eliminating  from  the  third  paragraph  on  page  59 
the  language: 

'••and  the  charge*  legally  applicable,  rlllnit  I 'lit  .burnt..  «'.  C.  It 

.••.   Fr.-«]om  Oil  \Vork«.   „• c  73.   In   whlrh  a   *lm- 

iUr  (late  of  furl*  wa*  pnMmted.     Thu*  It  appear*  that  the  flndln«-* 

In    th«-jw   ca*e*   In   ••IT-.  (    were    that    rtii-   contract*   for   the   u*e   of    ttV 

•  te  track*  by  th*  railroad  constituted  the  track*  "railroad  pren 
Ire*"  with   renpect   to  the  application  of  *torage  charge*. 

The  following  language  was  substituted  therefor: 

\\:   • 

(Incline   wnt    I 
truck*  by   the 


were  leg-ally  applicable,  and  thu*  our 
contract*  for  the  une  of  the  private 
rt  the  tracks  "railroad  premlne*"  with 
i>rage  charges. 


PETITIONS  FOR  REHEARING,  ETC. 

Tkt   Trtfc   H'arld   H'tskinglon  Bureau 

Complainant  in  No.  11755.  Karl  tan  Copper  Works  v-    Im.i 
O.  ft  W.  et  al..  has  petitioned  the  Commission 
to  grant  a  rehearing  of  that  case. 

complainant   in    No.   12549    (and   Sub  No.   1).   Gulf   Refining 
Uiany  of  I/nuisiana  vs.  Director-General,  P.  R.  R.  et  al.,  has 
asked  a  rehearing. 

The  Louisville  ft  Nashville  Railroad,  defendant  In  No.  13112. 
Clay  County  Coal  Operators  Association  vi.  Cumberland  &  Man- 
chester Railroad  et  al.,  has  asked  the  Commission  to  reopen  that 
ca»e  for  further  hearing  and  to  consolidate  It  with  a  complaint 
ilsvllle  ft  Nashville  against  the  Cumberland  fc 
Manchester  a*klng  the  Commission  to  prescribe  just,  reasonable, 
and  equitable  divisions  of  joint  rate*  on  coal  from  points  on  the 

nterntate  destinations. 

The  Director  'leneral  has  asked  the  Commission  to  further 
ider   No*     12049,   Charles   Bold!   Glass   Co.  vs.  Director  <;«-n 
i   et  al.,  and   11709.  Hercules  Mining  Co.  vs.   Director  Gen- 
1  '.  al. 


Defendants  in  No.  7865,  Chamber  of  Commerce  of  Johnson 
City.  Tenn.,  vs.  Southern  Railway  et  al.,  have  asked  the  Com- 
mission to  make  certain  modifications  in  its  order  in  that  case. 

Defendants  and  other  southern  carriers  not  named  as  de- 
fendants have  asked  the  Commission  for  an  extension  of  time 
in  which  to  comply  with  its  order  entered  in  No.  9966.  Hud?on 
Mule  Co.  et  al.  vs.  Louisville  &  Nashville  et  al..  and  cases  affili- 
ated therewith;  also  for  certain  modifications  of  fourth  section 
order  No.  8035  and  certain  waivure  of  tariff  rules  in  connection 
with  those  cases. 

Defendants  in  No.  10856,  Utah  State  Automobile  Associa- 
tion vs.  A.  T.  &  S.  F.  et  al.,  have  asked  the  Commission  to 
grant  a  rehearing  and  to  postpone  the  effective  date  of  its  order 
In  that  case. 

The  Director-General  has  asked  a  rehearing  in  No.  10948. 
Southwest  Cotton  Co.  vs.  Director  General  et  al. 

Complainant  in  No.  11746,  Gaynor  Lumber  Co.  vs.  Director- 
General,  as  agent,  et  al.,  has  asked  the  Commission  to  grant  a 
rehearing  of  that  case. 

The  Director-General  has  asked  the  Commission  to  give 
further  consideration  to  No.  11792.  Swift  &  Co.  vs.  Director-Gen- 
eral et  al.,  and  to  grant  a  further  hearing  therein. 

The  Arizona  Eastern  Railroad,  the  El  Paso  Southwestern 
System  and  various  other  carriers  operating  in  the  territory 
west  of  El  Paso.  Texas,  Albuquerque,  New  Mexico,  and  Salt  Lake 
City,  t'tah.  and  south  of  Portland.  Ore.,  have  asked  the  Com- 
mission to  reopen  No.  12929,  the  western  grain  case,  and  to 
modify  its  order  therein  so  a-i  to  permit  the  petitioners  to  es- 
tablish the  same  rates  on  barley  as  aie  applicable  on  wheat  in 
the  above  mentioned  territory.  The  petitioners  say  that  barley 
Is  the  principal  grain  handled  by  them  and  that  to  maintain 
lower  rates  on  that  commodity  than  on  wheat,  as  the  Commis- 
sion's decision  in  the  western  grain  case  seemed  to  require, 
would  seriously  affect  their  revenues. 


ASK   INCREASED  COAL  DIVISIONS 

An  unusual  petition,  that  of  big  railroads  complaining 
against  .small  ones  and  asking  the  Commission  for  a  specific 
order  requiring  the  establishment  of  divisions  on  coal,  in  ac- 
cordance with  the  Commission's  finding  in  Ex  I'arte  74,  Ins  been 
filed  by  the  Baltimore  ft  Ohio.  Norfolk  &  Western,  and  the 
Chesapeake  ft  Ohio  against,  among  others,  the  Ann  Arbor,  the 
Chicago,  Kalamnzoo  &  Saginaw,  the  Detroit.  Toledo  ft  Ironton, 
the  Grand  Rapids  &  Indiana,  the  Indiana  Harbor  Belt,  the  Grand 
Trunk  (lines  west  of  Detroit  and  St.  Clair  rivers),  the  Michigan 
Central,  the  New  Jersey.  Indiana  ft  Illinois,  the  Pere  Marquette, 
and  the  Toledo.  St.  Louis  ft  Western. 

The  petitioning  railroads  are  those  which  originate  soft  coal 
in  large  quantities.  They  alleged  in  their  petition  thai  their 
connections  have  ignored  that  part  of  the  Commission's  report  in 
Kx  I'arte  74  which  said  that  where  divisions  between  carriers 
were  in  the  form  of  specific  amounts  per  unit.  such  amounts 
should  be  Increased  by  the  same  percentages  as  the  through 
rates.  The  petitioning  carriers  allege  the  divisions  of  the  coal 
rates  in  which  they  nre  Interested  were  In  specific  amounts  per 
unit,  but  that,  nevertheless,  their  connections  failed  to  make 
the  increases  in  the  divisions  as  indicated  by  the  Commission 
in  Kx  Parte  74.  Therefore  they  pray  for  an  order  requiring 
them  so  to  do. 


THORNE  ASKS  MORE  REGULATION 

~  The  railroads  In  the  United  States  are  not  over-resiilated, 
llr*y  are.  in  fact,  under-regulated,  according  to  Clifford  Thome, 
general  counsel  for  the  American  Farm  Bureau  Federation,  a 
paper  prepared  by  whom  was  read  by  W.  R.  Matheny  before  the 
convention  of  the  Illinois  Farm  Institute,  a  state  supported 
body,  at  Monmouth,  III.,  last  week.  Mr.  Thorne.  in  his  discus- 
sion of  the  transportation  problem,  which  shared  equally  in  im- 
portance In  his  address  with  farm  production  and  farm  mar- 
kets, gave  as  the  three  chief  transportation  necessities  the  mak- 
h'g  permanent  of  the  present  temporary  reductions  on  farm 
products,  and  the  granting  of  additional  reductions  as  soon  as 
operating  costs  can  be  reduced,  the  participation  of  agricultural 
interests  in  valuation  proceedings  and  the  decentralization  of 
railroad  control.  He  said  In  part: 

Have  we  hinl  loo  imirh  reKiilMion'.'  I. '-I  us  consider  one  or  two 
fuct.".  i  'ondit  ions  *.lnee  thi-  \voiM  war  hive  been  abnorrn:i  1  in  nil  In- 
dustrles.  When  the  railroads  W"M-  taken  over  by  the  government  ui 
ib.-  beginning  of  the  war-,  .-ifl'-r  tl:irl>  peatl  i>t"  regulation,  they  wen- 
making.  ntx>ve  all  expenses  and  taxes  Mini  Interest  on  debt,  a  rate  of 
return  nn  their  capital  stock  outstanding  In  the  hands  of  the  j/ublie. 
approximately  double  what  It  was  when  rullrond  regulation  com- 
rnencefl  thirty  yenr*  ago.  They  were  making  practii-ally  double  the 
amount  per  mile  of  line  which  they  did  when  the  Ini'  r  i  ii.  Com- 
merce Commission  wn»  •  Tin  ir  total  net  earnings,  above  all 
operating  expense*  and  tnxc*.  during  the  throe  yen™  ending  with 
1'HT.  were  practically  three  times  what  they  were  thirty  years  ago. 
And  the  average  amount  tal  stock  outstanding  In 
the  hands  of  the  puhllr  was  practically  double  what  English  rallr.. 
•  i  ng. 

Innine  tl-.e  three  veais  ending  June  1C,  1:>1V  the  la.sl  three  years 
'if  governmental  ,  emulation  before  I  be  curriers  w-'i-e  taken  nyer  by 
the  government.  Amerii'an  lailio.Mi.-  earned.  <.M  au  average,  ibe  largest 
net  earnings  above  all  expenses  mid  taxe»  and  the  largest  rule  of 
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turn  on  their  property  Investment  or  book  value  which  they  ever 
earned  since  the  steam  engine  was  invented,  so  far  as  records  have 
been  kept. 

In  the  light  of  such  a  record  as  that,  no  man  can  honestly  claim 
that  we  have  had  too  much  regulation.  The  great  question  is:  Have 
we  had  enough  regulation?  Have  the  railroads  obtained  control  over 
the  powers  that  we  have  set  up  to  control  them?  That  is  the  great 
issue. 

Now  let  us  consider  briefly  what  transpired  during:  the  war  period. 
Every  other  great  nation  on  earth  either  owned  its  railroads  or  took 
over  the  control  and  operation  of  its  railroads  at  the  beginning  of  the 
World  War.  The  United  States  was  practically  the  last  great  nation 
to  take  this  step.  The  war  necessity  demanded  it. 

When  we  took  our  carriers  over,  we  immediately  placed  them  un- 
der the  control  of  railroad  men,  but  we  required  consolidated,  unified 
activities.  In  his  address  at  Omaha  on  June  10,  1919,  Mr.  Hines,  Di- 
rector General  of  Railroads,  made  the  following  statement: 

"I  want  you  to  remember  this  fact:  When  government  took  pos- 
session of  the  railroads,  not  a  single  railroad  was  put  under  the  direc- 
tion of  a  man  who  was  not  a  railroad  man.  Almost  without  excep- 
tion every  railroad  was  left  under  control  of  the  very  same  operating 
men  who  had  controlled  it  under  private  operation,  and  when  the 
present  government  control  ceases  and  the  railroads  shall  be  turned 
back  to  private  management,  these  same  men  will  continue  to  control 
the  railroad  operations." 

There  were  some  national  policies  which  the  central  administra- 
tion, also  composed  of  railroad  men,  required  these  operating  officials 
to  adopt.  When  we  took  over  the  roads,  we  guaranteed — regardless 
of  how  high  labor  costs  should  go,  and  regardless  of  how  high  the 
price  of  materials  would  reach — we  guaranteed  the  railroads  a  net  in- 
come over  and  above  all  expenses  equivalent  to  the  average  of  the 
most  prosperous  three-year  period  in  their  entire  history.  During 
that  period,  when  some  folks  profiteered  and  other  folks  went  broke, 
when  all  industry  was  centered  on  war  activities,  during  that  period 
of  great  change  and  hazard  and  uncertainty,  we  gave  the  carriers 
the  equivalent  of  a  government  bond  equaling  their  net  income  for 
their  most  prosperous  period.  And  at  the  close  of  the  war,  when 
everybody  else  was  forced  to  reduce  their  charges,  at  a  period  when 
American  industry  was  trying  to  readjust  itself  in  getting  back  to 
normal,  we  deliberately  authorized  these  same  railroads  to  increase 
their  prices,  attempting,  to  give  them  $1,500,000,000  through  increased 
rates. 

In  order  thoroughly  to  appreciate  this  stupendous  blunder  which 
was  made  in  1920,  I  want  to  recite  a  few  salient  facts. 

In  spite  of  the  provision  of  the  law  known  as  Section  15a  of  the 
interstate  commerce  act,  we  were  finally  able  to  persuade  the  Com- 
mission that  railroad  rates  must  come  down.  Great,  credit  is  due  to 
that  tribunal  that  it  withstood  the  demands  of  the  carriers  of  this 
nation,  backed  up  by  some  of  the  greatest  leaders  in  commerce  and 
in  the  editorial  chairs  of  our  great  newspapers  and  magazines.  In 
spite  of  this  powerful  influence,  the  Commission  required  the  rail- 
roads to  reduce  the  freight  rates  on  the  long  hauls  on  live  stock  and 
to  reduce  the  rates  on  grain  and  hay,  although  the  railroads  were  not 
earning  what  Section  15a  attempts  to  insure  them. 

Today  there  are  three  important  problems  in  the  transportation 
industry  confronting  us: 

(a)  What    further   reductions,    if   any,    shall    be    ordered    by    the 
Commission?     In   this   connection,    you   are   interested   in   the    freight 
rates  on   many   commodities   that   you   consume.     We   hope    that  the 
tentative  reduction  which  will  expire  July  1  will  be  made  permanent. 
We  hope  that  as  fast  as  further  reductions  in  operating  expenses  are 
effected  freight  rates  shall  be  reduced  accordingly  until  the  entire  ad- 
vance  of  last   year   has   been   eliminated.      The   Commission   is   com- 
pelled, by  the  Interstate  Commerce  Act,   to  determine  what  is  a  rea- 
sonable rate  of  return  to  which  the   railroads  are   entitled   after  the 
first  of  March.     That  issue  is  now  pending  and  up  for  decision  in  this 
general  subject. 

(b)  The  valuation  of  all  of  our  railroads,  which  has  been  in  prog- 
ress  for   eight  years,   is   now   rapidly   nearing   completion.      The    final 
conclusions  on  this  subject  will  control  the  level  of  freight  and  pas- 
senger  rates   to   be   paid   by   this   generation   and   future   generations. 
That  industry  which  bears  approximately  one-half  of  the  transporta- 
tion burden  of  the  country  should  certainly  participate   in  these  im- 
portant proceedings. 

(c)  There  are  some   important  amendments   to  the  present  rail- 
road legislation  that  should  be  secured.     The  railroads  are  trying  to 
concentrate   all   regulation    in    the   hands   of   the   central    government. 
In  my  judgment,  too  much  centralization  is  just  as  dangerous  as  too 
much   decentralization.     Our  Fathers,    who   framed   this   government, 
conceived  a  great  system  which  should  combine  local  home  rule  with 
a  powerful  central  government.     The  state  is  far  closer  to  the  needs 
and   demands    of   the    local    community   than    a   tribunal    a   thousand 
miles  away  from  home.     On  the  other  hand,  the  national  government 
is  far  better  equipped  to  protect  us  from  enemies  abroad  and  to  com- 
pel peace  at  home.     It  is  this  check   and  balance,   this  dual  system, 
this    federal    system    of   statecraft     which     constitutes     the     greatest 
achievement  In  the  science  of  government  in  the  history  of  the  human 
race. 


SUGAR  RATE  CONTROVERSY 

The   Traffic   World   Washington   Bureau 

A  phase  of  the  freight  rate  riot  created  by  the  formal  com- 
plaint No.  13099,  Arbuckle  Brothers  et  al.  vs.  Ann  Arbor  et  al., 
the  tariffs  of  the  railroads  suspended  in  I.  and  S.  No.  1443,  sugar 
from  eastern  points  to  Central  Freight  Association  territory,  and 
I.  and  S.  No.  1457,  sugar  from  the  south  to  St.  Louis  and  re- 
lated points,  came  on  for  hearing  before  Attorney-Examiner 
Disque,  in  Washington,  March  1,  and  the  following  three  days. 
Other  phases  had  been  considered  at  hearings  iu  New  York  and 
New  Orleans.  The  formal  case  was  a  complaint  by  Arbuckle 
Brothers  and  some  of  the  other  eastern  refiners  against  the  fact 
that  the  rates  from  New  York  to  Chicago  and  related  points 
was  3  cents  higher  than  the  rate  from  St.  Louis.  I.  and  S.  No. 
1443  was  created  when  the  eastern  trunk  lines  proposed  cutting 
their  rates  from  the  Atlantic  ports  to  Chicago  to  the  level  of  the 
rates  from  New  Orleans.  I.  and  S.  No.  1457  was  created  when 
carriers  serving  New  Orleans  undertook  to  meet  the  proposed 
cut  of  the  eastern  trunk  lines  and  thereby  preserve  the  existing 
difference  in  rates. 

At  the  New  Orleans  hearing  some  of  the  eastern  refiners  con- 
tended that  Ihe  rates  should  not  be  based  so  much  on  differences 
in  transportation  conditions  as  on  market  competition.  That  con- 


tention constrained  Wilbur  LaRoe,  Jr.,  attorney  for  Arbuckle  Bros., 
to  broaden  the  complaint  by  contending  that  if  rates  were  to 
be  made  on  market  competition  rather  than  on  transportation 
conditions,  it  was  unreasonable  to  the  eastern  trunk  lines  to 
make  rates  from  Philadelphia  and  Baltimore  to  Chicago  lower 
than  the  rates  from  New  York. 

That  broadening  of  the  complaint  brought  Philadelphia  and 
Baltimore  into  the  case.  W.  A.  Glasgow,  Jr.,  appeared  for  Phila- 
delphia and  Walker  D.  Hines,  former  director-general,  for  Balti- 
more interests,  to  object  to  the  case  proceeding  on  the  new  angle 
on  the  ground  that  as  representatives  of  those  cities  they  had 
not  had  opportunity  to  assemble  facts  to  show  why  the  present 
port  differential  adjustment  should  be  continued.  They  asked 
for  a  continuance  of  that  phase  of  the  case  until  they  could 
have  time  to  prepare.  Their  request  was  taken  under  advisement 
by  the  Commission,  which,  on  March  2,  announced  that  a  hear- 
ing on  the  port  differential  phase  of  the  case  would  be  held  in 
Washington  on  April  10. 

At  the  hearing,  March  1,  J.  L.  Carling,  traffic  manager  for 
Arbuckle  Brothers,  L.  M.  Porter,  representing  the  Revere  Sugar 
Refining  Company,  of  Boston,  and  a  sugar  broker  named  Ken- 
nedy, of  Chicago,  were  heard  in  behalf  of  the  complainant  in 
the  formal  case. 

After  the  argument  as  to  procedure  to  be  observed  in  the 
port  differential  phase  of  the  matter,  the  carriers  undertook  the 
justification  of  the  tariffs  suspended  in  I.  and  S.  No.  1443.  Harry 
Wilson,  chairman  of  the  general  freight  committee  of  the  Trunk 
Line  Association,  said  the  primary  object  of  the  eastern  carriers, 
in  filing  their  tariffs  was  to  increase  the  amount  of  sugar  car- 
ried by  them  to  the  great  consuming  center  around  Chicago.  He 
was  subjected  to  a  minute  and  critical  cross-examination  by 
attorneys  for  the  lines  carrying  sugar  from  New  Orleans  and 
related  "points.  The  latter  want  to  know  whether  Mr.  Wilson 
thought  the  eastern  refiners  were  entitled  to  market  their  prod- 
ucts on  the  same  rates  as  the  refiners  in  the  south,  where  there 
were  such  differences  in  distance  as  appeared  in  this  case.  Mr. 
Wilson  thought  that  they  were  entitled  to  market  more  tlian 
they  had  been  doing,  hence  the  rate  proposal. 

WESTERN  GRAIN  ORDER  MODIFIED 

The   Traffic   World   Washington  Bureau 

Modifications  in  its  orders  relating  to  grain  from  primary 
markets,  to  destinations  in  the  Mississippi  valley  territory,  in 
No.  12,929.  the  western  grain  case,  64  I.  C.  C.,  85,  and  I.  and  S. 
No.  1303,  have  been  made  by  the  Commission.  The  order  in  the 
investigation  and  suspension  case  authorizes  the  railroads  to 
make  rates  on  grain  and  grain  products,  effective  April  1,  on 
fifteen  days  notice  instead  of  on  statutory  notice,  as  originally 
directed.  The  change  in  the  western  grain  rate  case  order  is  as 
follows : 

"It  is  further  ordered,  That  this  order  shall  continue  in  force  until 
the  further  order  of  this  Commission,  except  in  so  far  as  it  applies  to 
rates  on  grain  and  grain  products  in  carloads  from  Minneapolis.  Minn., 
Kansas  City,  Mo.,  Omaha,  Neb.,  and  other  so-called  primary  grain 
markets  on  and  east  of  the  Missouri  river  from  which  rates  on  grain 
products  to  points  in  Mississippi  Valley  territory  were  prior  to  Jan- 
uary 1,  1922,  substantially  the  same  as  the  sum  of  the  rates  from  the 
same  points  to  St.  Louis,  Mo.,  and  the  rates  from  St.  Louis  to  points 
in  Mississippi  Valley  territorj-,  which  rates  are  required  to  be  read- 
justed in  accordance  with  the  provisions  of  the  fourth  section  by  the 
opinion  and  order  in  Rates  to,  from  and  between  points  south  of  Ohio 
river,  64  I.  C.  C.  306;  and  also  in  so  far  as  it  applies  to  joint  through 
rates  to  points  in  Mississippi  Valley  territory  from  points  beyond  the 
said  primary  markets  adjusted  in  accordance  with  the  provisions  of 
said  opinion  and  order  from  which  points  it  will  be  necessary  to 
observe  the  rates  from  the  said  primary  markets  as  minimum  rates 
to  the  extent  necessary  to  avoid  fourth  section  departures  via  direct 
routes  operating  through  the  said  markets." 

The  Commission  in  conference  voted  that  it  was  its  informal 
view  that  in  establishing  rates  under  I,  &  S.  1303,  the  rate  on 
wheat  from  St.  Louis  to  New  Orleans,  La.,  should  be  10  per  cent 
less  than  the  rate  of  31%  cents  per  100  pounds  approved  in  that 
case;  also  that  in  so  far  as  carriers  operating  west  of  the  Mis- 
sissippi River  maintained  rates  from  St.  Louis  to  New  Orleans, 
the  rate  on  coarse  grain  should  be  10  per  cent  lower  than  the 
rate  on  wheat. 

It  was  also  the  view  of  the  Commission  that  in  so  far  as 
transit  privileges  at  Missouri  River  cities  or  elsewhere  in  con- 
nection with  rates  from  points  beyond  to  Mississippi  Valley  ter- 
ritory were  necessary  to  permit  the  continuation  of  transit  ar- 
rangements which  otherwise  would  be  destroyed  by  the  new 
rates  such  transit  arrangements  should  be  established  contem- 
poraneously with  the  revision  of  rates  from  Missouri  River  cities 
and  other  points. 


MAINE    CENTRAL    BONDS 

The  Maine  Central  has  been  authorized  to  issue  $331,000  of 
first  and  refunding  mortgage  6  per  cent  gold  bonds,  series  B, 
$300,000  of  said  bonds  to  be  pledged  as  collateral  for  6  per  cent 
demand  note  of  $250,000  to  be  issued  to  the  Director  General 
of  Railroads,  and  the  rest  of  the  bonds  to  be  pledged  with  the 
Director  General  in  connection  with  the  funding  of  indebted- 
ness of  the  carrier  to  the  United  States  in  respect  of  addition!; 
and  betterments  made  during  federal  control. 
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Questions  and  Answers 

In  this  department  will  be  anawcred  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department, 
^•1  ihre  hia  opinion  in  answer  to  any  aimple  queation  relating  to  the  law 


of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  win  anawer  questions  relating  to  practical  traffic 
probsuaa.  We  do  not  deaire  to  take  the  place  of  the  traffic  man  but  ta 
help  him  in  hia  work.  Persona  desiring  immediate  anawer  by  mail  or 
wire  or  a  more  elaborate  traauomt  of  any  queation— by  the  citation  of 
authorities  n  a  legal  opinion,  for  tnatance  may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reaannable  fee.  The  right  is  re- 
served to  refuae  to  anawer  in  this  department  any  question  legal  or 
traffic,  that  it  may  appear  to  us  unwiae  to  anawer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

Addreas  Questions  and  Anawers  Department. 
•etTiea  rmpmasJua.  Colorado  Buildinaj.  Washington.  D.  C. 


War   Tax     on     Shipment*   "Arriving"    at     Deitination     Prior    to 
January   1,   1922 

With  respect  to  the  question  asked  by  "Illinois"  on  page 
282  of  the  February  4  issue,  the  following  advice  has  been  fur- 
nished by  the  Treasury  Departm 

•  In  reference  to  the  application  of  the  tax  imposed  by  sec- 
tion 500  of  thf   re\.-nue  act   of   1918  to  amounts  paid  for  shlp- 
ments  arriving  at  destination  December  31.  1921,  which  are  not 
placed   on   orders   of    parties    to   be   notified   until   on   or   i 
January  1.  T- 

"It  i»  held  by  this  office  that  all  transportation  sei  . 
completed  prior  to  midnight  of  December  31,  1921,  and  all  pre- 
paid shipments  made  before,  but  arriving  at  destination  after 
January  1.  1922,  are  subject  to  tax  Imposed  by  section  500  of 
the  act.  In  the  case  of  shipments  m:nl>-  '<  uliect'  before  January 
1.  1922.  but  arriving  at  destination  after  that  date,  the  tax  is 
held  not  to  apply.  It  Is  pi  hat  the  shipments  referred 

to  in  the  communication  at  hand  are  shipments  that  are  made 
•collect.' 

"A  transportation  service  Is  considered  completed  for  the 
purpose  of  applying  the  tax  when  the  shipment  has  arrived  at 
destination  and  is  accessible  for  delivery  to  the  consignee.  By 
'accessible  for  delivery'  Is  meant  accessible  for  delivery  from 
the  stand  point  of  the  carrier  and  the  fact  that  the  consignee 
or  other  person  who  is  to  receive  the  goods  cannot  or  does  not 
receive  the  shipment  does  not  defeat  the  application  of  the  tax. 

In  the  case  outlined  by  you.  where  a  shipment  of  grain 
originating  In  December.  1921.  arrived  at  the  outer  railroad 
yard*  at  destination  during  the  day  of  December  31.  if  the  carrier 
or  would  have  placed  the  shipment  for  delivery'  to  the 
on  December  31.  the  transportation  In  such  case  Is 
I  to  have  been  completed  on  such  date  and  therefore 
taxable  as  above  outlined  The  fact  that  the  shipment  was  held 
for  Inspection  would  not  render  It  non-taxable  if  the  carrier 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  la  the  logical  medium  for  letting  the 
•MB  and  the  poaltiona  In  touch  with  each  other.  The  rates  for 

ifled  advertisement*  are  a«  followa:  Klrat  Inaertlon,  $1.00  p«r  Hne. 
minimum  chance  13  00:  aucceedlnic  in-  rtion*.  per  line.  SOc:  10  word*  to 
the  line:  number*  and  abbrevlatlona  counted  aa  word*:  (  point  type: 
payable  In  advance.  Aiuwera  to  keyed  advertlaomenta  forwarded  free 

•ill  correapond^ncr  fwM  IQ  atrlrt  confidence.  THE  TRAFFIC 
\MI|:I.|-  ll«  South  Market  Street.  Ctitraitn.  III. 


could  have,  under  its  usual  custom  and  practices,  placed  the 
shipment  for  delivery  prior  to  January  1,  1922.  The  reverse 
of  this  latter  statement  is  equally  true." 

Increase  in  Rates  Fixed  by  Ordinances 

Georgia. — Question:  A  municipal  government  grants  a  car- 
rier the  privilege  of  placing  its  tracks  on  certain  streets,  the 
carrier  agreeing,  for  this  privilege,  to  perform  switching  services 
for  all  patrons  on  this  line  at  an  agreed  charge,  this  being 
covered  by  the  city  ordinance. 

Has  carrier  a  legal  right  to  increase  this  charge  in  line 
with  other  switching  charges  under  general  permission  from 
the  state  or  Interstate  commissions,  if  the  ordinance  remains 
in  effect? 

Answer:  Without  having  before  us  all  of  the  facts  peculiar 
to  the  situation  in  your  city,  we  cannot  say  definitely  what  the 
rights  of  the  parties  are.  However,  we  would  refer  you  to 
In  re  Fleming  et  al..  191  N.  Y.  S.  586.  and  to  the  Commission's 
opinions  in  dockets  12092  and  12123,  64  I.  C.  C.  517  and  64 
I  C.  C.  493. 

Misrouting — Standard  vs.  Differential  Routes 

Wisconsin. — Question:  We  have,  during  the  past  year,  re- 
•  ••iveil  a  number  of  shipments  of  slate  slabs  from  Hydeville. 
Vt..  a,  station  on  a  branch  of  the  Delaware  &  Hudson  Railroad, 
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between  Whitehall  and  Rutland.  The  shipments  in  question 
moved  on  a  class  rate  basis  of  fourth  class,  which  is  the  correct 
classification  for  this  commodity  in  L.  C.  L.  lots.  However, 
these  shipments  were  not  routed  by  the  shippers,  and  same 
moved  via  the  standard  "all-rail"  route,  which  provides  for  a 
fourth  class  rate  of  73%  cents  per  cwt.,  according  to  F.  S. 
Davis'  tariff  I.  C.  C.  No.  A-55.  We  have  filed  claims  with  the 
delivering  carrier  for  an  overcharge  of  4  cents  per  cwt.,  basing 
our  claim  on  the  rates  applying  in  connection  with  the  differ- 
ential "all-rait"  rates  as  shown  in  F.  S.  Davis'  tariff  I.  C.  C. 
No.  A-56,  which  rate  and  route  we  claim  the  initial  carrier 
should  have  used  in  the  absence  of  any  instructions  to  the 
contrary. 

They,  however,  have  declined  to  pay  our  claims,  basing  their 
refusal  on  rulings  which  they  claim  were  made  by  the  Inter- 
state Commerce  Commission  to  the  carriers  in  New  England 
territory,  that,  where  a  shipment  is  unrouted,  they  were  not 
compelled  to  forward  by  any  but  the  standard  route,  and  re- 
ferring us  to  the  rule  concerning  "Unrouted  Shipments"  as 
shown  on  page  101  of  N.  W.  Hawkes'  tariff  I.  C.  C.  No.  1,  but,  as 
this  tariff  is  a  differential  "rail  and  lake  or  rail,  lake  and  rail"- 
tariff,  which  would  not  apply  in  these  instances,  and  we  cannot 
find  the  rule  in  either  one  of  Davis'  tariffs,  we  cannot  agree  in 
their  contention. 

If  you  have  any  authority  which  you  can  quote  which  will 
maintain  our  contention  that  we  are  entitled  to  a  refund  on  the 
basis  of  the  differentiaf  "all-rail"  rates  as  shown  in  Davis'  I.  C.  C. 
A-56,  we  will  greatly  appreciate  it. 

Answer:  F.  S.  Davis'  I.  C.  C.  No.  A-56,  effective  July  1, 
1921,  containing  so-called  differential  rates,  carries  on  page  325 
the  following  provision  under  the  heading  of  "Unrouted  Ship- 
ments": "In  the  absence  of  specific  routing  instructions  by 
shippers  on  shipping  orders  and  bills  of  lading,  shipments  will 
be  subject  to  the  regulation  named  in  the  following  tariffs, 
supplements  thereto  and  reissues  thereof:  Bangor  &  Aroostook 
I.  C.  C.  1649;  Boston  &  Albany  I.  C.  C.  8588"  (and  six  others, 
but  not  including  any  D.  &  H.  issue).  These  tariffs  contained 
the  following  provision:  "The  freight  rate  tariffs  of  the  above 
named  carriers  in  some  instances  contain  more  than  one  basis 
of  rates  from  and  to  the  same  stations,  depending  upon  the 
route  used,  but  the  carriers  parties  thereto  do  not  obligate 
themselves  to  use  any  special  route  or  rate  unless  shipments 
are  specifically  routed  by  shippers. 

Specific  routing  is  desirable  and  shippers  should  indicate 
the  route  they  desire  used  and  are  urged  to  comply  with  this 
requirement  on  shipping  orders  and  bills  of  lading.  In  the 
absence  of  such  specific  routing,  the  originating  carriers  will 
forward  such  shipments  via  routes  that  will  insure  through 
service,  having  due  regard  to 

(a)  Loading  of  homebound   equipment, 

(b)  The  question  of  car  conservation, 

(c)  The   possibility  of  embargoes  or  congestion  at  any  of 
the  various  gateways. 

The  Commission  suspended  Maine  Central  C-3535,  N.  Y. 
N.  H.  &  H.  F-2506  and  Bangor  &  Aroostook  1649,  of  those  men- 
tioned above,  under  I.  and  S.  1343,  and  before  hearing  prevailed 
upon  the  carriers  to  withdraw  same  as  well  as  the  others,  on 
one  day's  notice  under  special  permission  No.  53196,  the  Commis- 
sion stating  that  the  tariffs  were  in  violation  of  Conference 
Ruling  214-C. 

This  action  left  Davis'  I.  C.  C.  A-56  without  connecting  rules 
covering  unrouted  shipments  until  the  matter  quoted  above, 
considered  objectionable  by  the  Commission,  was  published  in 
supplement  2,  effective  August  29,  1921,  and  which  remained 
in  effect  until  supplement  3,  when  the  rule  on  page  13  thereof 
became  effective.  This  rule,  which  now  reads  as  shown  below, 
seems  to  have  been  consented  to  by  the  Commission,  whether 
expressed  or  not  is  immaterial,  as  various  of  the  lines  men- 
tioned carry  individual  issues  containing  the  same  provision. 

The  rule  as  now  published  in  A-56  reads  as  follows: 

"Regulations  governing  unrouted  shipments  as  between 
routes  taking  standard  and  differential  rates,  the  rates  via  dif- 
ferential routes  being  generally  lower  than  the  rates  via  stand- 
ard routes."  This  tariff  in  some  instances  contains  more  than 
one  basis  of  rates  from  and  to  the  same  stations,  depending 
upon  the  route  used,  but  the  carriers  parties  hereto  do  not 
obligate  themselves  to  use  a  differential  route  as  against  a 
standard  route,  unless  shipments  are  specifically  routed  by 
shippers. 

Specific  routing  is  desirable  and  shippers  should  indicate 
the  route,  differential  or  standard,  they  desire  used,  and  are 
urged  to  comply  with  this  requirement  on  shipping  orders  and 
bills  of  lading.  In  the  absence  of  such  specific  routing  the 
originating  carrier  will  forward  such  shipments  via  routes  that 
will  insure  through  service,  having  due  regard  to:  (a)  Loading 
of  homebound  equipment;  (b)  the  question  of  car  conservation; 
(c)  the  possibility  of  embargoes  or  congestion  at  any  of  the 
various  gateways. 

It  would,  therefore,  appear  that  during  the  period  July  1 
to  August  29,  1921,  rules  of  the  individual  carrier  would  govern 
and  as  the  D.  &  H.  apparently  published  no  tariff  carrying  rout- 


ing instructions,  the  provisions  of  Conference  Ruling  214-C 
would  be  applicable,  and  as  confirmed  by  the  Commission's  in- 
formal ruling  that  where  both  a  standard  all-rail  and  a  dif- 
ferential route  are  available  a  shipment  delivered  to  the  carrier 
unrouted  is  misrouted  if  forwarded  via  the  standard  all-rail  route 
instead  of  via  the  differential  route.  On  and  after  August  29, 
1921,  tariff  rules  must  be  applied  until  such  time  as  they  may 
be  shown  to  be  unlawful,  unreasonable,  etc.,  and  so  ordered  by 
the  Commission. 

Notice  of  Arrival — Sufficiency  of 

Missouri. — Question:  Your  answer  to  our  inquiry  published 
on  page  796,  October  15,  issue  of  The  Traffic  World,  in  part 
states  as  follows: 

"If,  however,  the  notice  did  not  specify  the  point  of  ship- 
ment, but  merely  gave  the  name  and  address  of  shipper,  which 
information  was  correct,  then  it  should  be  held  not  to  be  a 
substantial  compliance  with  the  tariff  requirements  and  the 
amount  of  storage  charges  should  be  refunded." 

Neither  the  above  remarks  or  the  former  part  of  your  an- 
swer seem  to  specifically  cover  the  circumstances.  This  is  true 
because  the  shipment  in  question  was  returned  to  representatives 
at  Nashville  named,  the  Nashville  Warehouse  &  Elevator  Com- 
pany, in  whose  care  notice  of  arrival  of  the  freight  in  question 
was  addressed  in  this  manner:  Blank  &  Company,  c!o  Nash 
Warehouse  &  Elevator  Company.  They  should  have  received 
this  notice,  inasmuch  as  we  have  such  arrangements  with  the 
postal  authorities  there  and  probably  would  have  had  it  been 
that  the  name  on  the  card  was  shown  Nashville  instead  of  Nash. 
They  did  not  receive  it  nor  does  it  show  the  name  of  the  shipper 
or  the  point  where  the  shipment  originated.  Please  advise  us 
further. 

Answer:  If  the  notice  of  arrival  was  incorrectly  addressed 
and  therefore  did  not  reach  the  party  for  whom  it  was  intended 
or  if  it  did  not  contain  information  as  to  the  point  of  origin  or 
the  name  of  the  shipper,  storage  charges  should  not,  in  our 
opinion,  be  assessed.  The  notice  must  be  addressed  so  as  to 
reach  the  proper  party  and,  if  so  addressed,  it  must  contain 
sufficient  information  to  enable  the  party  to  identify  the  ship- 
ment with  reasonable  certainty. 

Penalty    Charge    on    Shipments    Ordered    Reconsigned     to     Em- 
bargoed   Points 

Minnesota. — Question:  Are  there  any  rulings  of  the  Com- 
mission or  of  the  courts  that  would  protect  us  from  paying  de- 
murrage on  the  $10  a  day  penalty  reconsigning  on  lumber,  where 
the  railroad  refused  to  issue  a  permit  to  an  embargo  with 
permit  point,  but  charged  the  penalty  until  permit  was  issued. 

We  had  a  number  of  cars  billed  to  Adrian.  Mich.,  during 
April  and  May,  1920,  shipped  there  to  be  reconsigned  to  Detroit 
customers.  We  handled  in  this  way  rather  than  send  permits 
to  shipping  points  to  avoid  the  great  delay  in  getting  permit 
to  shipping  point. 

During  government  control  and  right  after,  the  terminal 
director  in  Detroit  was  issuing  permits  very  promptly.  Detroit 
was  under  the  embargo  with  permit  system,  as  arranged  by  the 
Director-General.  When  the  switchmen's  strike  was  declared  in 
1920  cars  already  in  transit  would  arrive  at  Adrian  and  permits 
be  refused  or  we  had  great  delay  in  securing  them  and  demur- 
rage would  accumulate. 

Answer:  If  the  destination  was,  as  we  understand,  em- 
bargoed and  the  reconsigning  tariff  carried  a  provision  that 
shipments  would  not  be  reconsigned  to  embargoed  points,  in 
accordance  with  the  statement  of  the  Commission  in  docket 
11818,  American  Wholesale  Lumber  Association  vs.  Director- 
General,  the  penalty  charge  was  properly  assessed. 

Rate  A'-olicable  on  Overflow  Portion  of  Carload  Shipment  when 
Shipper    Seals    Cars    Containing    Overflow 

Ohio. — Question:  Merchandise  is  shipped  in  quantity  which 
cannot  be  loaded  in  one  car,  requiring  another  car  for  the 
excess.  Another  car  is  provided  under  rule  24  of  the  classifi- 
cation. Both  cars  are  forwarded  under  one  bill  of  lading.  Mer- 
chandise in  the  "overflow"  car  is  properly  marked  as  for  L.  C.  L. 
shipment.  Destination  carrier  charges  for  first  car  at  carload 
rating,  and  for  merchandise  in  the  second  car  on  basis  of  actual 
weight  at  less  than  carload  rating.  Agent  at  point  of  origin 
forwarded  "overflow"  car  through  to  destination  evidently  as  a 
matter  of  convenience  to  himself,  as  he  had  no  other  shipments 
going  to  the  same  destination.  The  "overflow"  car,  however,  was 
sealed  by  shippers. 

Does  this  latter  fact  give  the  railroad  company  any  author- 
ity to  charge  for  the  "overflow"  on  basis  of  less-carload  rating, 
or  could  they  charge  for  the  "overflow"  car  on  basis  of  the 
established  minimum  weight  of  the  commodity  loaded  therein, 
due  to  the  fact  that  the  seals  were  applied  by  the  shipper?  We 
find  no  reference  in  rule  24  prohibiting  shipper  from  applying 
seals  to  the  "overflow"  car,  and,  in  our  opinion,  the  fact  that 
seals  were  applied  by  shipper  would  not  prevent  carrier  from 
breaking  the  seal  to  load  other  freight  in  the  "overflow"  car, 
provided  he  desired  to  do  so.  However,  as  indicated,  agent  at 
point  of  origin  did  not  have  any  other  freight  for  destination 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cut  torn*  House  Broken,  Forwarding 
and  Clearing  House  Agenti 

LAREDO,  TEXAS 

Branch**  in  all  Principal  Citie*  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Houston  Is  a  Port 


It  has  been  a  port  for  only  three  years. 

Many  shippers  are  just  discovering  that 
it  is  a  port. 

Ports  usually  grow  slowly. 
But  what  has  Houston  done? 

Its  first  cargo  of  cotton  left  in  November,  1919.  One 
year  later  it  had  taken  its  place  as  the  FOURTH 
COTTON  PORT  of  the  United  States.  It  has  not  only 
held  this  position  ever  since  but  has  advanced  steadily. 

It  has   been  a   port  only  three   years.     In   1920  it 
handled  1,210,204  tons  of  freight.     In  1921  it  handled 
U9  tons  of  freight. 

Why  this  tremendous  increase  in  the  face  of  general 
shipping  depression? 

Why  was  a  new  shipside  high  density  compress  con- 
structed last  year? 

Why  was  it  necessary  to  spend  $125,000  out  of 
CURRENT  REVENUE  to  enlarge  dock  space  for 
pressing  business? 

Why  was  a  $750,000  shipside  flour  mill  and 
i-.i.KVATOR  constructed  and  put  in  operation  last 
year? 

Why  was  construction  of  a  mechanical  COAL 
HANDLING  PLANT  with  annual  capacity  of  150,000 
tons  started  last  year? 

Why  was  a  cottonseed  grinding  and  exporting  plant 
installed  on  our  public  wharves  by  a  Memphis  firm  last 
year? 

Yes,  these  things  have  all  been  done  at  Houston  in 
the  last  twelve  months. 

Actual  accomplishments.  They  were  done  for  two 
reasons : 

1.  Because  of  the  strategic  position  of  Houston. 

2.  Because  a  rapidly  increasing  number  of  shippers 
are  finding  that  it  pays  to  ship  thru  Houston. 

Mr.  Traffic  Man,  why  not  ask  us  some  questions? 
Address  the 

DIRECTOR  OF  THE  PORT 

City  Hall  Houston,  Texas 
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of  the  shipment,  therefore,  allowed  the  car  to  go  through  as  a 
trap  car. 

Answer:  Assuming  that  the  car  was  so  billed  as  to  clearly 
indicate  that  a  follow  lot  shipment  was  intended,  we  do  not 
believe  that  the  sealing  of  the  car  by  the  shipper  should  warrant 
the  carrier  assessing  the  carload  rate  and  minimum  weight  on 
the  overflow  for  the  reason  that,  as  a  shipper  has  no  right  to 
place  his  seal  on  the  car  containing  the  overflow,  the  carrier 
was  not  bound  to  respect  it  and  could  have  removed  the  seal 
and  put  other  freight  in  the  car  or  could  have,  at  any  rate, 
ascertained  from  the  shipper  his  intentions. 

Mixed   Shipments — Articles   Not  Conforming  to   Packing   Require- 
ments Have  Effect  of  Raising  the  Rate  on  Entire  Shipment 

California. — Question:  On  a  mixed  carload  shipment  of 
green  hides,  tallow,  in  closed  top  barrels  and  tallow  in  open  top 
barrels,  moving  in  Western  Classification  territory,  carriers  take 
the  position  that  the  entire  shipment  should  be  penalized  one 
class  higher  (account  the  tallow  in  open  barrels  not  complying 
with  classification  requirements),  viz.,  Fourth  Class. 

We  take  the  position  that  only  that  portion  of  the  shipment 
not  complying  with  the  classification  requirements  should  be 
penalized  under  Rule  5,  the  balance  of  the  shipment  to  be  rated' 
at  fifth  class,  as  shown  in  description  of  the  articles. 

Are  we  not  in  position  to  file  an  overcharge  claim  on  this 
basis? 

Answer:  Section  3,  Rule  5,  Consolidated  Classification,  pro- 
vides that  when  the  requirements  of  Rule  40  are  not  complied 
with,  articles  in  containers  not  so  complying  will  be  subject  to 
one  class  greater  than  that  applicable  on  the  same  article  in 
the  same  kind  of  package  that  does  comply  with  Rule  40  specifi- 
cations. Rule  40  provides,  "when  the  barrels  are  of  wood,  heads 
must  be  made  of  one  piece,"  etc.  Tallow,  in  bulk,  in  barrels 
with  closed  tops,  according  to  Item  22,  page  389  of  the  Classifi- 
cation (presumably  complying  with  Rule  40),  takes  fifth  class  in 
carloads.  Therefore,  tallow  in  barrels  which  dp  not  comply 
with  Rule  40  would  be  subject  to  fourth  class  in  carloads. 

It  is  the  latter  kind  of  goods,  mixed  green  hides  (taking 
fifth  class),  which  make  up  your  shipment.  We  have,  then  a 
mixture  of  tallow,  rated  fourth  class,  and  green  hides,  rated 
fifth  class,  for  consideration. 

We  assume  your  mixture  to  be  authorized  in  Rule  10  ol  the 
Classification.  This  being  so,  our  view  is  that  in  applying  the 
provisions  of  Rule  10,  the  entire  shipment  will  be  subject  to  be 
"charged  at  the  highest  class  carload  rate  applicable,  and  the 
carload  minimum  weight  will  be  the  highest  provided  for  any  of 
the  articles  in  the  carload." 

Demurrage — Liability  for,  Where  Consignee  Intimates  from  Time 
to  Time  Car  Would  Be  Accepted 

California. — Question:  A  carload  of  manure  (billed  shipper's 
order)  shipped  from  Nevada  was  held  at  its  destination,  a  point 
in  Pennsylvania,  for  considerably  over  a  month  before  shippers 
were  notified  by  carrier  of  consignee's  failure  to  take  delivery, 
and  demurrage  charges  accrued  during  that  time.  Carriers 
state  they  did  not  notify  the  shipper  earlier  as  they  expected 
the  consignee  to  take  up  the  draft  and  surrender  bill  of  lading 
from  day  to  day  as  he  intimated  he  would  do,  and  as  soon  as 
they  learned  definitely  that  consignee  would  not  take  delivery 
they  advised  the  shipper. 

Shippers  claim  that  they  should  have  been  notified  five  days 
after  arrival  of  car  as  provided  in  rules  (J.  E.  Fairbanks  I.  C.  C. 
No.  9).  Carriers  say  no — that  car  was  neither  "refused"  nor 
"unclaimed"  during  the  period  consignees  kept  assuring  them 
delivery  would  be  taken.  If  shippers  are  correct,  quite  a  sum  in 
demurrage  is  refundable.  Shippers  finally  secured  another  pur- 
chaser for  the  shipment,  but  suffered  a  considerable  loss,  due 
to  the  demurrage  charges  collected  due  to  carriers'  failure  to 
notify  them.  Kindly  let  us  have  your  opinion. 

Answer:  It  is  our  opinion  that  demurrage  charges  should 
not  be  assessed  on  the  car  in  question,  under  the  circumstances. 
If  a  car  is  not  accepted  within  the  time  specified  in  the  demur- 
rage tariff,  after  the  expiration  of  which  notice  is  to  be  sent 
the  shipper,  the  carrier  should,  we  believe,  notify  the  shipper 
and  not  hold  the  car  without  notice  to  the  shipper  for  such  a 
length  of  time  as  this  car  was  held,  even  though  the  consignee 
did  "intimate"  that  he  would  accept  the  car.  Notice  to  the 
shipper  would  require  but  little  effort  and  the  shipper  would 
then  have  an  opportunity  and  would  be  obligated  to  furnish  dis- 
position of  the  car,  either  by  authorizing  the  carrier  to  hold  it 
for  acceptance  by  the  consignee  or  otherwise. 
War  Tax — Liability  for,  Where  Goods  Sold  Delivered  and  Freight 
Charges  Assured  by  Seller 

Texas. — Question:  We  as  lumber  dealers  specialize  in  rail- 
road stock.  In  September,  1920.  we  secured  an  order  for  a  large 
number  of  ties  from  a  railroad  company  whose  eastern  terminus 
is  in  New  Orleans.  This  order  was  placed  with  us  on  the  basis 
of  "Delivered — Lines."  We  replaced  this  order  with  various 
mills  throughout  Mississippi  and  Louisiana  with  the  understand- 
ing that  we  would  absorb  all  freight  charges  up  to  the  point  of 
delivery  to  this  certain  line.  The  question  has  come  up  whether 
or  not  the  war  tax  should  be  absorbed  by  our  customer  or  by 


ourselves.  This  matter  has  been  discussed  with  various  legal 
authorities  and  they  seem  to  be  divided  in  their  opinion  and 
there  seems  to  be  good  grounds  for  both  sides  of  the  argument. 
This  means  a  large  amount  of  money  for  us  if  we  can  protect 
our  contention  that  we  are  not  applicable  for  any  war  tax 
charges,  though  in  securing  settlement  for  our  invoices,  we 
have  allowed  it. 

Kindly  advise,  if  in  your  opinion,  we  are  not  within  our 
rights  in  refusing  to  allow  war  tax  charges  on  freight  movements 
up  to  the  lines  of  our  customers. 

Answer:  The  question  involved,  namely,  whether  in  the 
event  the  seller  assumes  the  freight  charges  under  a  "delivered" 
basis  of  sale,  he  must  pay  the  war  tax  thereon,  belongs  pri- 
marily to  the  law  of  sales.  We  have  not  been  able  to  locate  a 
decision  of  the  courts  on  the  question.  Our  opinion  is,  however, 
that  if  the  shipper  sells  goods  delivered  at  a  certain  point  and 
assumes  the  freight  charges  to  that  point,  the  war  tax  being  a 
part  of  the  transportation  cost  and  therefore  in  a  sense  a  part 
of  the  freight  charges,  should  also  be  assumed  by  the  seller. 
Carload  vs.  Less-Than-Carload  Shipments 

California. — Question:  We  were  interested  in  your  answer 
to  "Indiana"  regarding  carload  rate  for  carload  service,  page 
156,  of  the  Traffic  World  for  January  21,  1922.  We  take  it  that 
your  answer  meant  to  cover  cases  where  the  carload  rate  was 
cheaper  than  the  L.  C.  L.  rate,  but  the  shipper  found  out  thar 
he  paid  more  for  a  minimum  car  than  he  would  have  if  the  ship- 
ment had  moved  actual  weight  L.  C.  L. 

However,  there  is  another  phase  to  this  and  that  is  where 
there  happens  to  be  an  L.  C.  L.  rate  that  is.  actually  cheaper 
than  the  specific  carload  rate.  We  have  a  case  in  hand  at  the 
present  time,  which  comes  under  Rule  15  of  the  Consolidated 
Classification,  the  first  part  of  which  reads— that  the  charge  for 
the  car  fully  loaded  must  not  exceed  the  charge  for  the  same 
amount  of  freight,  if  taken  as  a  less  than  carload  shipment. 
This  statement  is  separated  from  the  rest  of  that  section  by  a 
semi-colon,  and  yet  the  carrier  says  that  on  account  of  Section 
3  of  the  same  rule,  there  is  no  other  way  out  except  to  assess 
the  carload  rate  when  the  car  is  loaded  by  the  shipper.  We 
hold  this  stand  to  be  incorrect,  and  cannot  see  any  conflict 
between  section  one  and  section  three  of  the  rule.  We  hold 
that  both  sections  work  together  and  provide  that  the  minimum 
carload  weight  shall  be  protected,  but  that  that  minimum  car- 
load shall  not  be  assessed  any  higher  rate,  than  the  L.  C.  L.  rate. 
We  would  appreciate  your  views  on  this  subject. 

Answer:  We  do  not  agree  with  you  in  your  statement  that 
under  Rule  15,  Section  1  of  Consolidated  Classification  No.  2, 
the  less  than  carload  rate  is  to  be  observed  as  a  maximum  on 
a  carload  shipment.  This  rule  has  reference  only  to  the  rate  lo 
be  applied  on  less  than  carload  shipments.  The  latter  part  of 
Section  1,  in  effect,  provides  that,  even  though  the  amount 
tendered  for  shipment  fills  a  car.  if  same  is  tendered  as  a  less 
than  carload  shipment,  the  less  than  carload  rate  (and  not  the 
carload  rate)  is  to  be  applied  thereon. 

It  goes  without  saying  that  when  a  shipment,  regardless  of 
its  weight,  is  tendered  to  the  carrier  as  a  carload  shipment  and 
receives  carload  service,  it  will  be  charged  the  carload  rate. 
To  guard,  however,  against  contentions  by  shippers  that  even 
though  a  shipment  be  tendered  as  a  carload,  if  the  car  is  not 
full,  he  should  have  a  less  than  carload  rate.  Section  3  of  Rule 
15  is  incorporated.  This  section,  as  you  know,  provides  that 
even  though  the  car  is  not  fully  loaded,  but  is  tendered  as  a 
carload  shinment.  it  will  be  treated  as  such. 

As  Section  3  is  incorporated  for  the  purpose  of  estopping 
shippers  from  claiming  a  less  than  carload  rate  on  a  small 
quantity  tendered  as  a  carload  shipment,  so  is  the  second  para- 
graph of  Section  1  incorporated  for  the  purpose  of  estopping 
the  carrier  from  applying  the  carload  rate  and  minimum  weight 
lo  less  than  carload  tonnage  which  is  offered  as  such,  which 
tonnage  fills  the  car.  In  other  words,  the  shipper  has  the  right 
to  forward  as  much  less  than  carload  tonnage  at  the  less  than 
carload  rate,  as  he  may  elect  to  so  forward.  When  the  shipper 
tenders  less  than  carload  tonnage  in  large  quantities,  and  when 
such  quantities  fill  a  car  to  the  roof,  there  is  only  one  ground 
which  will  justify  the  carrier  applying  a  carload  minimum 
weight,  and  a  carload  rate,  and  that  is  when  such  application 
would  produce  lower  charges  than  those  obtained  by  applying 
the  less  than  carload  rate  on  the  actual  weight  of  the  tonnage. 
Hence,  we  have  the  rule,  that  if  the  car  is  fully  loaded,  the 
less  than  carload  rate  may  still  be  applied. 

The  difficulty  in  construing  the  second  clause  in  Secticn  1 
is,  we  believe,  caused  by  the  inclusion  therein  of  the  words 
"than  if  taken  as  a  less  than  carload  shipment."  These  words 
seem  to  raise  the  presumption  that  "the  charge  for  a  car  ful'y 
loaded"  pre-supposes  a  carload  shipment,  and  that  the  charge 
on  a  carload  shipment,  when  the  car  is  fully  loaded  must  not 
exceed  the  charge  obtained  by  using  the  less  than  carload  rat-1 
and  actual  weight.  While  it  is  admitted,  the  language  of  this 
clause  is  not  as  clear  as  it  should  be.  the  fact  remains  that  th's 
clause  was  evidently  incorporated  for  the  purpose  of  permitting 
the  shipper  to  load  less  than  carload  tonnage  to  the  roof  of  the 
car  without  being  subjected  to  a  carload  rate  and  minimum 
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READY  NOW 

Straight  and  Order 

BILL  OF  LADING 
FORMS 

In  Triplicate 

Size  S'.'xll 


We  can  supply  your  im- 
mediate needs  with  these 
stock  forms  in  any  quan- 
tity, or  we  can  specially 
print  for  you.  on  short 
notice,  anything  you  may 
require  in  the  way  of 
Bill  of  Lading  Forms. 


The  Traffic  Service  Corporation 

418  South  Market  Street 
Chicago,  Illinois 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation  Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  5.  5.  Co. 
INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia  and  LOB 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


8.8.  DAKOTAN      

8.8.   PENN8VLVAMAN 
8.8.   MINNESOTAN      .... 
B»S.  OH10AN      


Boston 


ar.  11 


Phila. 
Mar.    4 
Mar.  18 


Mar.  25 


Apr.    1 


New  York 
Mu.  » 
Mar.  16 
Mar.  25 
Mar.  30 


Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  8    Facile  CM*  P.ru  to  th.  Principal  Ports  of   tko  United 
Kiiifden     and    Continent—  Direct     Fort- 
Sailimn 


Joint  Service*  with 

Ham  burg -American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.      ciKM.oNUN  Ma.      4 

8.8.  'MOUNT    CARROLL    Ma  .  11 

8.8.  tHAWAIIN     Ma  .  18 

8.8.  GEORGIAN     Ma  .  25 

8.8.  -MOUNT   CLINTON     Ma  .  30 

•Carrie*  third-clue  paaeenctr*. 

tVla    Bremen 
LOADING   PIER  SI.  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN   AND  HAMBURG 

8.8.  SCDBI'RY    (via    Baltimore    and    Norfolk) Mar.  21 

BOSTON  TO  BREMEN   AND  HAMBURG 

8.8.  HAWAIIAN    (via    New    York) Mar.     7 

8.8.  THEMI8TO    oia    Baltimore)     Mar.  23 

3.8.  CALLI8TO    (via    Baltimore! Apr.     5 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  8UDBURY    (via    Norfolk)     Mar.  25 

S.S.  THKMISTO     Mar.  30 

8.8.  CALLI8TO     Apr.  13 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  8UDBURY     M»r.  IS 

NEW  ORLEANS  TO   BREMEN  AND  HAMBURG 

8.8.  ADALIA      Early     March 

8.8.  WE8TERWALD     Mid-April 

Threafh  bllli  of  ladier  via  Hambnr*  laraed  to  aU  Scandinavian 
and  Baltic  Port* 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Pen«n«.    B»lawan-Dell.    Part    Swettenham.    Slnfapore.    Batavla. 
Samaranc.    Soerabara 

8.8.  WEST    MAHOMET    Mar.  10 

Leedlni    Plor    21.    Poach    Terminal.    Clifton.    8.    I. 

NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT 

Tunla.    Malta.    Alexandria    and   Syrian   Coait   Porte 

8.8.  WEST    MAHOMET    Mar.  10 

Pier    21.    Pemch    T.rmlaal.    Clifton.    8.    L 


General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL   102* 

WESTERN  FREIGHT  OFFICE 

Chiraro,   327  Sooth   LaSalle  Street  Phone  Wabaih   4811 

BRANCH    OFFICK8 

Beaten,  40   Central   Street  Phone   Con«res»  3084 

Philadelphia.  Bonne  Bid*.  Phone   Lombard  7010 

Pittebnrtb,  Oliver  Bldf.  I'hono  Grant  7411-t 

GENERAL    PACIFIC    COAST    AGENTS 

William*.  Dlmo.d  *  Co.,  II*  Saneomo  St..  Ban  Fraadere 
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weight,  which  would  produce  higher  charges  than  those  obtain- 
able by  using  the  less  than  carload  rate. 
Application   of   Rates 

California. — Question:  With  reference  to  General  Order  No. 
28,  by  which  stone,  broken,  crushed  or  ground  was  increased  1 
cent  per  100  Ibs. 

Did  this  increase  include  broken  or  crushed  soapstone,  or 
did  it  take  the  general  increase  of  25%  per  100  Ibs.? 

Answer:  Soapstone  is  a  talc,  as  we  understand  it.  and  is 
so  rated  in  the  Classification  and  under  the  tariffs  has  generally 
been  given  the  twenty-five  per  cent  increase  and  not  the  1  cent 
increase  applied  to  crushed  stone. 

Concealed  Damages — Liability  of  Carrier 

California. — Question:  We  have  freight  move  from  the 
Atlantic  Coast  to  Los  Angeles  harbor  by  steamship  and  then 
reship  to  us  by  rail.  The  railroad  companies  receive  these 
goods  (unless  the  packages  show  damage  on  the  outside)  and 
issue  a  straight  bill  of  lading  with  no  exceptions. 

On  several  occasions  we  have  found  concealed  damage  and 
entered  our  claim  with  the  railroad  company  that  delivered  the 
goods.  After  the  claim  had  been  entered  about  two  months 
the  railroad  company  come  back  to  us,  stating  that  the  steam- 
ship company  had  refused  to  settle  our  claim  and  that  they 
(the  raHroad  company)  were  willing  to  pay  their  share,  but 
would  not  pay  all. 

Who  is  liable?  The  delivering  carrier,  or  must  we  accept 
their  share  and  then  'look  to  the  steamship  company  for  the 
remainder?  Also,  please  inform  us  in  what  time  a  concealed 
damage  claim  must  be  entered.  Some  factories  inform  us 
within  60  days,  some  90  days,  and  some  within  four  months  of 
the  date  the  shipment  arrived  at  its  destination. 

Answer:  The  statement  on  a  bill  of  lading  that  goods  are 
received  in  apparent  good  order,  not  being  a  contractual  pro- 
vision of  the  bill  of  lading,  is  subject  to  rebuttal  on  the  part 
of  the  carrier,  that  is,  the  carrier  is  not  estopped  from  showing 
that  the  goods  were  not  in  good  condition  when  received  by  it 
for  transportation,  notwithstanding  the  statement  in  the  bill  of 
lading.  While  such  a  statement  relates  only  to  the  external  con- 
dition and  does  not  make  out  a  prima  facie  case  against  the 
carrier  with  reference  to  damage  not  then  apparent,  the  recital 
of  good  condition  does  make  out  a  prima  facie  case  against  the 
carrier  that  the  goods  were  in  apparently  good  condition  so  far 
as  ordinary  inspection  without  opening  the  packages  would  dis- 
close, and  the  burden  is  on  the  carrier  to  show  that  the  goods 
were  not  in  such  apparently  good  condition  when  received. 

If  the  carrier  will  not  pay  the  full  amount  of  your  claim 
your  only  recourse  is  to  bring  suit,  which  suit  would  fail  if  the 
carrier  proves  that,  notwithstanding  the  statement  in  the  bill 
of  lading  that  the  goods  were  received  in  apparent  good  con- 
dition, the  goods  were  damaged  prior  to  their  receipt  by  it. 

The  six  months'  provision  for  the  filing  of  claims  as  pro- 
vided for  in  the  bill  of  lading  applies  to  claims  for  concealed 
damage  as  well  as  other  claims,  the  only  difference  being  that 
if  such  a  long  period  of  time  elapses  between  the  delivery  of 
the  goods  and  the  filing  of  the  claim  the  proof  of  loss  or  damage 
is  more  difficult. 

Undercharges — Collection  of 

Illinois. — Question:  We  have  been  presented  with  an  under- 
charge bill  on  shipments  moving  back  in  1915.  All  of  our  rec- 
ords covering  this  transaction  are  filed  away  and  we  are  unable 
to  locate  whether  or  not  we  are  liable  for  the  charges  men- 
tioned. We  are  familiar  with  the  three-year  provision  in  the 
transportation  act,  but  we  would  like  advice  from  you  as  to 
what  the  state  statute  of  limitation  is  in  the  state  of  Minnesota. 

We  are  agreeable  at  all  times  to  paying  any  lawful  freight 
charges,  but,  as  stated  before,  in  this  case  we  cannot  determine 
whether  or  not  we  allowed  the  proper  amount  of  freight  to  the 
consignee  or  not.  and  in  view  of  the  matter  being  so  old  we 
feel  that  the  carriers  should  withdraw  their  request  and  we 
further  believe  that  the  claim  has  been  outlawed  by  the  state 
regulations.  We  would  appreciate  a  ruling  from  you  on  this. 

Answer:     According  to  Hubbell's  Legal  Directory,  an  action 

for  undercharges  may  be  filed  by  a  carrier  in  Minnesota  at  any 

time  within  six  years  from  the  time  the  cause  of  action  accrues. 

Forwarding    Agents   Common   Carriers    Under   Certain 

Circumstances 

New  York. — Question:  From  your  answer  to  "Louisiana" 
on  page  284  of  your  February  4  issue,  we  note  the  following: 

"While  a  forwarding  company  who  receives  goods  for  transit, 
issues  bills  of  lading,  makes  contracts  in  his  own  name  with  a 
railroad  company  for  carriage,  is,  as  to  a  person  with  whom  he 
contracts  for  the  delivery  of  goods,  a  common  carrier  and  liable 
as  such." 

While  we  are  not  interested  in  the  matter  suggested  by 
your  correspondence,  we  are  anxious  to  ascertain  if  there  are 
any  court  decisions  under  which  it  is  held  that  a  forwarding 
company  acting  in  the  capacity  stated  by  you,  is  in  fact  a  com- 
mon carrier.  Our  reason  for  making  this  inquiry  is  that  we 
receive  consolidated  shipments  from  the  west  which  are  in 
bond,  and  against  which  we  have  at  times  a  lien  for  freight, 


but  the  collector  of  customs  refuses  to  recognize  us  as  a  carrier 
of  imported  merchandise  under  article  No.  732  of  the  Customs 
Regulations  of  1915. 

Answer:  The  following  decisions  support  the  statement  re- 
referred  to  by  you:  Ingram  vs.  American  Forwarding  Co.,  162  111. 
A-476;  Mercantile  Mutual  Ins.  Co.  vs.  Chase,  1  E.  D.  Smith  (N.  Y.) 
115;  Bare  vs.  American  Forwarding  Co.,  146  111.  A-388  (aft*.  242 
111.  298,  89  N.  E.  1021);  Blakiston  vs.  Davies,  42  Pa.  Super.  390; 
Heath  vs.  Forwarding  Co.,  190  P.  839  (Cal.) ;  Kettenhoffer  vs. 
Globe  Transfer  &  S.  Co.,  127  Pac.  295  (Wash.). 

Non-Fraudulent    Misrepresentation    in    Billing 

Texas. — Question:  On  June  3,  1920,  we  made  a  shipment 
consisting  of  7  pieces  silk,  all-rail,  from  Dallas  to  New  York. 
Through  error  on  the  part  of  our  shipping  clerk,  the  shipment 
was  billed  as  one  case  cotton  piece  goods.  At  the  time  this 
shipment  was  offered  and  accepted  by  the  transportation  com- 
pany there  was  no  through  rate  or  joint  rates  in  effect  on  silk. 
The  shipment  was  never  delivered  at  destination,  and  we,  there- 
fore, filed  claim  for  the  value.  Liability  was  established  with 
an  eastern  line  showing  that  the  car  in  which  this  shipment 
was  supposed  to  have  been  loaded  from  East  St.  Louis  had 
been  robbed.  The  claim  was  paid  and  the  Texas  line  charged 
their  eastern  connection,  who  have  discovered  that  we  made 
a  mistake  in  the  billing  of  the  shipment  of  cotton  piece  goods 
instead  of  silk  and  that  there  was  no  through  or  joint  rate  in 
effect  on  silk  at  the  time  the  shipment  moved,  declining  to 
participate  in  the  claim.  The  line  that  paid  the  claim  is  now 
asking  that  we  refund  the  amount  paid. 

Answer:  If  there  was  no  fraud  on  the  part  of  the  shipper, 
under  the  decision  of  the  Supreme  Court  in  the  case  of  N.  Y.  C. 
R.  R.  Co.  vs.  Samuel  Golberg,  decided  May  19,  1919,  the  carrier 
is  liable  for  the  loss  of  the  silk,  notwithstanding  the  error  in 
billing.  The  fact  that  there  was  no  through  or  joint  rate  in 
effect  at  the  time  the  shipment  moved  has  no  bearing  on  the 
liability  of  the  carrier. 

Causes  of  Action  Arising  Prior  to  Federal  Control — Time  Within 
Which  to   File 

Ohio. — Question:  Will  you  kindly  advise  whether  over- 
charge claims  covering  shipments  which  moved  prior  to  federal 
control  can  yet  be  filed,  i.  e.,  does  the  new  bill  which  is  about 
to  be  passed  extending  the  time  on  federal  control  overcharge 
claims  to  September.  1922,  carry  a  provision  to  cover  shipments 
moving  prior  to  government  control?  If  this  bill  does  not  cover 
shipments  in  question,  is  it  too  late  to  file  claims  covering  ship- 
ments made  prior  to  government  operation  of  railroads? 

Answer:  Under  the  provisions  of  section  206-F  of  the 
transportation  act.  1920,  the  period  of  federal  control  is  not  to 
be  computed  as  a  part  of  the  period  of  limitation  in  a  claim 
for  reparation  to  the  Commission  for  a  cause  of  action  accruing 
prior  to  federal  control.  Therefore,  by  adding  to  the  two-year 
period  for  the  filing  of  claims  with  the  Commission,  the  twenty- 
six  months'  period  of  federal  control,  claims  accruing  not  over 
fifty  months  from  the  date  of  filing  with  the  Commission  will 
be  given  consideration. 

Storage — Liability    of   Consignee    for — in    Case    of    Strike    Which 
Prevented   Delivery  of  Goods 

Ohio. — Question:  A  less-carload  shipment  of  machinery  in 
storage  for  some  40  days,  account  of  teamsters'  and  stevedores' 
strike  at  New  York  City.  When  we  were  able  to  obtain  ship- 
ment a  large  amount  of  storage  had  accrued.  We  filed  claim 
for  refund  of  this  storage,  but  carrier  maintains  that  shipment 
was  ready  any  time  for  us  to  take  possession  of  and  that  it 
was  no  fault  of  theirs.  We  maintain  that  their  premises  and 
property  was  insecure  and  dangerous  by  reason  of  teamsters' 
and  stevedores'  strike  and  it  was  dangerous  to  life  and  limb 
for  any  person  in  our  employ  to  enter  their  premises;  in  fact, 
a  great  many  people  were  injured  during  this  strike,  and  we 
were  not  compelled  to  endanger  ourselves  by  reason  of  their 
inability  to  properly  protect  their  premises,  and  that  they  should 
not  assess  storage  when  they  did  not  make  it  absolutely  safe 
for  us  to  obtain  the  shipment.  Will  you  please  give  us  your 
opinion  in  the  matter? 

Answer:  We  do  not  locate  a  similar  case  where  strikes 
prevented  the  taking  of  delivery  by  consignee  until  storage 
charges  accrued,  but  do  not  think  the  situation  materially  dif- 
ferent from  the  demurrage  cases  where  strikers  or  officers  of 
the  law  prevented  loading  or  unloading  of  cars  until  after  demur- 
rage charges  had  accrued.  As  the  courts  and  the  Commission 
have  held  on  numerous  occasions,  the  carrier's  business  is  not 
a  warehouse  or  storage  business  and  its  storage  or  demurrage 
charges  are  imposed  not  as  full  compensation  for  use  of  the 
carrier's  warehouses  or  cars,  but  rather  as  penalties  to  secure 
prompt  removal  of  the  goods.  Of  course,  it  must,  so  far  as  it 
lies  within  its  power,  make  it  possible  for  the  shipper  to  unload 
his  goods  from  the  cars  or  to  take  delivery  at  its  warehouses. 
When  it  has  done  this  it  cannot  do  otherwise  than  apply  its 
lawfully  established  charge. 

In  Sinclair  Refining  Co.  vs.  Schoff.  Receiver  of  M.  K.  &  T. 
Ry.,  275  Fed.  769.  consignee  received  several  carload  shipments 
for  unloading.  Shortly  afterward  its  employes  went  on  strike 


March  4.  1922 


THE    TRAFFIC     WORLD 


507 


ROUTE  YOUR  CARGO  VIA 

MobilerGullporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

Hamburg  and  Bremen 

W*  Solicit  General  Cargo 
LIVERI'OOL-CARDIFF-AVONMOUTH 

MAIDEN    CREEK  ............  fUilin.    fr.-   Makll*   March   4.K. 

LIVERPOOL-MANCHESTER 


I  Saillnt-  Inm   P.iuar.la   March  Ma. 
'  (  fcniM   Inm   MaMI.  March  Itta. 
EASTERN    SUN    <•»   ««•.>.  .  .Sallluc   fr.ai    Mobil,  ahrat   April    21th. 

LIVERPOOL-CARDIFF 

COAHOMA    COINTT  .....         '  «•'!'»«  '«•  P'"?'>1'  •* 

March  lUt. 


line    Inm 

LONDON-HULL 

A  KOI   MlKI  A Hailinc   Inm  MaMI.   March   41k. 

EPrlNGRAM Sallin*   fraai  Makil.  aaoat    April    llta. 

WILOWOOD   i  a*  Sek.) Aailliw  fr.ai  MaMI.  >W.t  Ma?  ilk. 

HAMBURG-BREMEN 

CLAVARACK   .  Baillnc  fraai   MaMI.  Marck  Tlk. 

A-l    BTEAMER Ow  lat.  March. 

Waterman   Steamship   Corporation 

MOBILE.  ALABAMA 
Our  Service  Backed  by  It  Yean'  Experience 


THE  TARIFF  FILINGS 

Rejections  and  Suspensions 

The  Embargo  Notices,  Modifications,  and 
Cancellations 

The  Fourth  and  Sixth  Section  Orders 

AND  THE 

Consolidated  Classification 

AND 

Railroad  Rate  Committee 

DOCKETS 

Are  All  Now  Promptly  Printed  in 

THE  DAILY  TRAFFIC  WORLD 

AND 

THE  WEEKLY  TRAFFIC  BULLETIN 

Sample*  and  full  information  free  on  request 

THE  TRAFFIC  SERVICE  CORPORATION 

PuM«h*r.  Th«  Traffic  World  i 

418  South  Market  Street  Chicago,  III. 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "HOBOKEN"    From  the  Gulf— March  10th 

SS  "RED  HOOK March  21»t 

SS  "NYANZA"  "        "       "        Early  April 

SS  "ELDORADO"      "        "       "       Late  April 

SS  "NYANZA"         From  Pacific  Coast— 2nd  half  February 
SS  "ELDORADO"        "        "  "        1st  half  March 

SS  "OSAGE"  "        "  "        2nd  half  March 

Rate*  quoted,  book  inn  and  other  information  furniihcd  upon 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

St»«U  Bid. .  SWAYNE  A  HOYT,  Inc.  M  Broad  St. 

GalTMton.  T.E..  430  Sanaom.  St.  N.w  York  City 

San  Francisco,  Calif. 


Use  Up  Your  Old  Bills 
of  Lading  Forms 

We  supply  rubber  stamp 
to  make  old  bills  of  lading 
forms  conform  with  new 
specification  in  effect 
March  15th: 


Size  !K'i4H'  Pneumstk 

Cushion  Stamp $1.35 

2H'*4^"  Ink  Pad 45c 

3  x6    Ink  Pad 60c 


Prepaid 


Orders  filled  same  day  received 

The  R.  D.  Swisher  Mfg.  Co. 

411-413  South  Clinton  St.      Chicago,  Illinois 

Complete  Catalogue  of  Rubber  Stamp*  and 
Marking  Device*  on   Requrtt 
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which  neither  it  nor  the  local  authorities  could  control.  Vio- 
lence was  such  that  it  was  dangerous  to  life  and  limb  to  unload 
cars  and  the  sheriff  ordered  away  all  who  attempted  to  unload 
them.  Demurrage  accrued  during  the  strike.  Of  course,  it  was 
no  fault  of  consignee,  and  for  that  reason  it  contended  that,  as 
it  was  not  safe  to  go  near  the  cars,  it  should  not  have  to  pay 
demurrage.  The  court,  citing  the  sixth  section  of  the  act  to 
regulate  commerce,  which  makes  it  incumbent  on  the  carriers 
to  publish,  file  and  assess  their  lawful  charges  without  devia- 
tion, and  sections  2  and  3,  providing  these  charges  shall  be  ob- 
served in  a  non-prejudicial  manner  without  exceptions,  denied 
that  the  carrier  could  lawfully  make  an  exception  on  account 
of  strikes.  It  also  calls  attention  to  the  fact  that  the  Com- 
mission itself  is  without  authority  to  require  the  carrier  to  waive 
demurrage  caused  by  srikes. 

In  Wholesale  Coal  Trade  Association  vs.  Director-General,  58 
I.  C.  C.  15,  complainants  were  shippers  of  coal  into  New  York 
City,  which  had  to  be  hauled  by  barge  from  the  main-land  ter- 
minal across  to  Manhattan  Island.  Tug  and  barge  men  in  the 
harbor  went  on  strike,  which  tied  up  hundreds  of  cars  of  coal 
on  the  mainland  and  a  vast  amount  of  demurrage  accrued. 
The  Commission  denied  their  right  to  recover  and  the  right  of 
the  carrier  to  refund,  saying:  "We  have  uniformly  held  that 
strikes  which  prevent  shippers  from  loading  or  unloading  cars 
affords  no  basis  for  relief." 

Tariff   Interpretation — Alternative   Rates  Conditioned   on    Prepay- 
ment or  Guarantee  of  Freight  Charges 

California. — Question:  Pacific  Freight  Tariff  Bureau  Excep- 
tion Sheet  1-H,  F.  W.  Gomph's  I.  C.  C.  519,  item  1280,  provides 
rating  of  fourth  class  on  water,  plain,  distilled,  mineral,  etc.,  pre- 
paid or  guaranteed.  Rule  20  of  the  same  exception  sheet  pro- 
vides that  when  prepayment  or  guarantee  of  freight  charges 
is  required  in  connection  with  rating  in  this  exception  sheet 
and  the  current  Western  Classification  does  not  require  such 
prepayment  or  guarantee,  the  rating  provided  in  the  current 
Western  Classification  will  apply  when  shipments  are  forwarded 
without  prepayment  or  guarantee  of  freight  charges.  The  West- 
ern Classification  does  not  provide  for  the  prepayment  or  guar- 
antee of  freight  charges  on  shipments  of  mineral  water. 

If  a  shipment  of  mineral  water  is  forwarded  without  pre- 
payment or  guarantee  of  freight  charges  to  a  consignee  who 
has  taken  out  bond  guaranteeing  payment  of  freight  charges 
on  shipments  delivered  to  him  within  96  hours,  do  you  believe 
charges  would  have  to  be  collected  upon  basis  of  the  third  or 
fourth  class  rate?  Note  tariff  does  not  provide  that  charges 
must  be  prepaid  or  guaranteed  by  the  shipper. 

Answer:  We  have  examined  the  decisions  of  the  Commis- 
sion, endeavoring  to  locate  a  case  similar  to  the  above,  but 
without  success.  That  a  carrier  may  demand  prepayment  or 
guarantee  of  its  charges  as  a  condition  precedent  to  accepting 
and  transporting  goods  is  a  well  settled  rule,  but  whether  goods 
may  be  rated  differently  according  as  the  freight  charges  are  or 
are  not  prepaid  is  a  question  which  does  not  seem  to  have  been 
before  the  Commission. 

In  the  absence  of  an  official  construction  of  the  tariff  pro- 
visions as  carried  in  item  1280  and  rule  20,  Gomphs'  I.  C.  C.  519, 
it  is  our  view  that  since  the  fourth  class  rating,  is  predicated 
on  the  charges  being  either  prepaid  or  guaranteed,  the  condition 
being  lawfully  published  and  file*  as  an  integral^art  of  the 
rating  must  be  fully  complied  with  before  the  fourth  class  rate 
may  properly  be  applied.  The  question  does  not'  hinge  on  "who 
may  guarantee  the  charges";  so  long  as  they  are  guaranteed  to 
the  carrier,  that  is  sufficient.  The  real  question,  as  we  view  it, 
is  as  to  whether  charges  on  a  shipment  such  as  you  describe 
have  been  "guaranteed"  within  the  meaning  of  the  rule.  We 
think  there  must  be  either  a  general  bonded,  or  specific  guar- 
antee by  the  consignee  as  to  the  charges  on  that  particular 
shipment  when  same  is  tendered  to  the  carrier.  We  do  not 
believe  a  bond  given  consignee  to  guarantee  payment  of  charges 
on  all  shipments  delivered  to  him  is  sufficient  within  the  mean- 
ing of  the  tariff  rule.  Mineral  water  is  a  commodity  on  which 
the  carrier  might  well  stand  to  lose  its  freight  charges  if  the 
same  were  refused  or  unclaimed  at  destination.  If  put  to  a 
forced  sale  in  satisfaction  of  its  lien  for  charges,  it  might  ex- 
perience considerable  difficulty  in  realizing  the  required  amount, 
hence  the  guarantee  requirement  in  consideration  of  a  lower 
rate. 

The  consignee's  bond  would  not  require  the  consignee  to 
accept  all  shipments  billed  to  him.  It  could  not  operate  to 
compel  him  to  accept  goods  not  ordered,  or  of  a  different  quan- 
tity or  quality  from  that  ordered.  Having  the  right  to  refuse 
in  such  cases  and  the  bond  guaranteeing  payment  of  charges 
only  on  shipments  actually  delivered  to  .consignee,  how  may  it 
be  said  the  carrier  had  a  guarantee  at  all  when  the  goods  were 
accepted  and  billed  without  specific  guarantee  to  cover?  There 
was  no  guarantee  that  the  consignee  would  accept,  consequently 
no  guarantee  that  consignee  would  pay  the  charges. 

Liability    of   Telegraph    Company    for    Negligence    in    the    Trans- 
mission or  Delivery  of  Messages 

Illinois. — Question:  In  September,  1920,  we  wired  a  certain 
malleable  foundry  to  discontinue  all  express  shipments  of  mal- 


leable castings  to  us.  This  message  was  transmitted  as  an 
unrepeated  day  letter. 

The  message  was  never  delivered  at  destination  and,  as  a 
result,  we  received  several  express  shipments  on  which  the 
difference  between  express  and  freight  amounted  to  $89.70.  We 
charged  this  to  the  Western  Union  Telegraph  Company  in  the 
form  of  a  claim,  but  it  has  declined  payment  on  the  grounds 
that  the  message  being  an  interstate  and  unrepeated  one,  their 
liability  is  limited  to  the  amount  received  as  tolls.  They  cite 
as  a  precedent  the  following  cases  which  have  been  passed  on 
by  the  Supreme  Court  of  the  United  States:  "Speight  vs.  W  U. 
Tel.  Co.,  254  U.  S.  17;  Esteve  Bros.  vs.  W.  U.  Tel.  Co.,  41  Sup. 
Ct.  Rep.  584,  and  Postal  Tel.-Cable  Co.  vs.  Warren  Godwin  Lbr. 
Co.,  251  U.  S.  27." 

The  Western  Union  Telegraph  Company  also  state  that  the 
message  arrived  at  destination  on  Saturday  afternoon,  when  the 
office  of  the  foundry  was  closed  and  that  they  telephoned  it  to 
the  house  of  the  general  manager.  The  facts  are,  that  the 
general  manager  did  not  receive  the  telephone  message  person- 
ally and  had  no  knowledge  of  the  telegram  whatever,  neither 
did  the  Western  Union  deliver  a  confirmation  of  it  to  the  office 
Monday  or  any  other  day. 

It  is  our  understanding  that  the  Interstate  Commerce  Com- 
mission, in  its  opinion  6848,  Clay  County  Produce  Co.  vs.  West- 
ern Union  Telegraph  Co.,  fully  covered  the  question  of  liability 
of  the  telegraph  companies  and  that  that  ruling  should  apply 
to  this  particular  case.  Will  you  kindly  enlighten  us  as  to 
whether  we  are  correct? 

Answer:  While  some  of  the  state  courts  have  held  that  a 
telegraph  company  cannot,  by  contract,  relieve  itself  from  the 
consequences  of  its  wilful  misconduct  or  gross  negligence  in  fail- 
ing to  transmit  a  telegraph  message,  and  while  in  the  Primrose 
case,  154  U.  S.  1,  it  was  said  that,  in  the  absence  of  wilful  neglect 
or  gross  negligence,  a  limitation  of  liability  is  valid,  the  tariffs  of 
the  telegraph  companies  which  contain  the  limitation  of  liability 
fixed  by  the  Interstate  Commerce  Commission,  in  its  opinion  in 
Docket  8917,  61  I.  C.  C.  541,  do  not  contain  any  provisions  which 
make  any  distinction  between  ordinary  and  gross  negligence  in 
the  determination  of  the  liability  of  the  telegraph  company  for 
negligence  in  the  transmission  or  delivery  of  an  unrepeated 
message.  In  the  absence  of  a  decision  of  the  Supreme  Court 
of  the  United  States  specifically  passing  upon  the  question,  it 
is  not  definitely  decided  that,  at  the  present  time,  any  distinc- 
tion is  to  be  made  between  ordinary  and  gross  negligence,  that 
is  between  the  negligent  failure  to  deliver  a  message  and  an 
error  in  transmission. 

Notice  of  Claim — Filing  of 

Kansas. — Question:  On  February  4,  1920,  we  made  ship- 
ment of  one  gasoline  engine  crated  from  Ottawa,  Kan.,  to  Kenly, 
N.  C.  Under  date  of  April  28  the  consignee  wrote  to  us  advising 
that  the  shipment  had  not  arrived. 

Under  date  of  May  12,  1920,  we  asked  the  agent  at  Ottawa 
to  trace  the  shipment  and  under  date  Qf  May  24,  1920,  we  wrote 
the  agent  at  destination  asking  if  he  had  any  record  of  having 
received  the  shipment. 

The  consignee  wrote  to  us  again  on  October  11  advising  us 
to  make  shipment  if  we  had  not  done  so,  as  he  could  still  use 
the  machine.  Not  having  received  a  reply  to  either  of  our  let- 
ters to  the  railroad  agent,  we  again  wrote  to  the  agent  at 
destination  under  date  of  October  16  and,  after  waiting  until 
October  25,  filed  a  claim  with  the  initial  carrier  for  the  invoiced 
price  of  the  shipment.  Under  date  of  May  4,  1921,  the  carrier 
returned  all  papers  in  our  claim,  together  with  the  'following 
letter:  "Returning  all  papers  in  above  stated  claim,  alleging 
loss  of  one  gasoline  engine  log  saw  amount  $166.50.  Unfortu- 
nately, your  company  has  been  debarred  from  collecting  any 
claim  for  loss  in  view  of  the  fact  you  have  ignored  the  six 
months  clause  as  described  in  section  3,  paragraph  3,  of  the, 
provisions  on  the  uniform  bill  of  lading.  This  shipment  was 
forwarded  by  you  February  4,  1920,  and,  allowing  a  reasonable 
time  after  six  months  for  delivery  to  have  been  made,  bill  should 
not  have  been  presented  later  than  September  4,  1920.  However, 
your  claim  was  not  filed  until  October  24. 

"We  regret  exceedingly  the  circumstances  under  which  we 
must  respectfully  decline  claim." 

They  have  since  declined  payment  of  this  claim  three  dif- 
ferent times  for  the  same  reason.  Our  contention  is  that,  while 
thirty  days  might  have  been  considered  .a  reasonable  time  lor 
delivery  of  the  shipment,  the  fact  is  that  it  required  from  sixty 
to  ninety  days  to  make  delivery  of  a  less-than-carload  shipment 
from  Ottawa  to  Kenly,  N.  C.,  at  the  time  this  shipment  moved. 

Could  this  claim  be  legally  passed  for  payment  after  an 
investigation  disclosing  the  fact  that  the  shipment  had  never 
been  delivered?  Do  you  consider  it  likely  that  a  judgment  could 
be  secured  against  the  administration  in  case  of  legal  action? 

Answer:  The  courts  have  uniformly  held  in  the  past  that 
the  failure  of  the  shipper  to  file  a  claim  or  notice  thereof  within 
the  time  stipulated  in  the  bill  of  lading  constitutes  a  defense 
which  the  carrier  may  plead  in  an  action  for  damages,  although 
in  two  or  three  recent  decisions  it  has  been  held  that  under 
the  exception  in  the  requirement  for  notice  in  the  bill  of  lading 
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MUSKOGEE,  OKU. 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored — Pool  Cars  Distributed 

Railroad  Siding. 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


PHILADELPHIA 
PORTLAND.  MI. 


QUDMSTOWN 

PLYMOUTH  HAMBURG  GLASGOW 

LONDON  MEDITERRANEAN  HAVRE 

LONDONDERRY  LIVERPOOL  ROTTERDAM 

CHERBOURG  SOUTHAMPTON  DANZIG 

LEVANT 
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The  Big,  Important  Things 

that  worry  the  Traffic  Manager 

(1)  Analyzing  the  traffic  of  his  firm. 

(2)  Seeking  profitable  rate  adjustments 

for  the  traffic, 

which  means: 

Making  rate  comparisons. 

Making  sectional  and  local  trans- 
portation comparisons. 

Making  operating  and  revenue  sta- 
tistics comparisons. 

Digesting  decisions,  if  any,  involv- 
ing analogous  conditions. 

Presenting  the  case  in  proper  form 
to  the  proper  source  lor  relief. 

Our  Rate  and  Traffic  Experts  can  be 

of  material  help  to  shippers  in  this  vital 
phase  of  their  business. 

"AT  YOUR  SERVICE" 

SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Colorado  Bldg.  WASHINGTON,  D.  C. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming   of   Every   Description — City   Delivery   Service   and   Carlo** 
Distributor* 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stock*, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Oet  Into  this  MW  big  pay  Held  now  I  Th«  traffic  director  of  •  Detroit 
concern  earn*  119.600  a  rear— e  Cleveland  traffic  man  receive*  124,00*. 
Of  course  every  man  cannot  equal  tbeee  brilliant  successes,  bat  number- 
le*e  traffic  poeitions  par  from  12.600  to  110.000  a  year.  The  work  U 
fuclnatinc  and  Intensely  interesting  and  the  reward*  are  big.  Thoo- 
isnds  of  men  are  needed  now.  Why  don't  yon  qualify  for  en*  of  these 
M*  oay  job*T 

Learn  in  Spare  Time 

You  ean  quickly  muter  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  expert*  can  qualify  yon  for  a  good  traffic  job  In  •• 
amsiincly  short  time.  Yon  don't  need  to  take  •  moment's  time  from 
ronr  present  work— and  after  yon  hare  qualified  we  assist  ycm  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  manacement  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  sue- 
eesefnl  members  and  what  they  say  of  the  A.  C.  A.  Lean  how  we  oan 
help  yeu  to  a  lasting  success  and  a  position  of  preetice  and  b»portaaee. 
Don't  delay  I  Bend  us  •  postal  today  I  Address 

AMERICAN  COMMERCE  ASSOCIATION 


Dept.  23-A 


4043   Dreiel  Blvd.,  Chicaco,   III. 


Make  this  Mammoth  Plant 

YOUR  CHICAGO  WAREHOUSE 

Downtown,  readily  accessible  to 
your  Chicaco  trade.  Superior 
facilities  for  prompt  out-of-town 
shipments  without  cartage 

BETTER    INVESTIGATE 


The    largest    public     warehousing 
unit  west  of  the  Atlantic  Seaboard 

WESTERN 

WAREHOUSING      COMPANY 

Polk   Street  Terminal.  Pennsylvania   System 

CHICAGO 

-  At  th.  Eei«  .1  ih.  Lew"    WILSON  V.  LITTLE,  Suet. 
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reading  "where  the  loss,  damage,  or  injury  complained  of  is 
due  to  delay  or  damage  in  transit,  by  carelessness  or  negligence" 
no  notice  of  claim  is  necessary,  at  least  as  to  certain  kinds  of 
classes.  However,  owing  to  the  ambiguous  wording  of  this  ex- 
ception, it  is  not  possible,  at  this  time,  to  say  definitely  what. 
claims  are  excepted. 

The  average  time,  which  may  be  shown  by  evidence  of 
the  time  required  for  the  transportation  of  other  similar  ship- 
ments between  the  same  points,  determines  whether  or  not  a 
claim  is  filed  within  a  reasonable  time  after  delivery  should 
have  been  made. 

Liability  of  Water  Carrier 

Texas. — Question:  Some  time  ago  we  made  a  shipment 
from  New  York  to  a  point  in  South  Carolina,  routing  same  via 
the  Clyde  Steamship  Company  through  Charleston,  S.  C.,  then 
via  rail  to  final  destination,  Hartsville,  S.  C. 

The  shipment  in  question,  however,  did  not  move  to  the 
final  destination,  but  was  requested  returned  to  us  at  New  York 
City  about  two  days  ati'er  the  ship  had  left  its  docks  at  New 
York,  or,  in  other  words,  before  it  could  have  reached  Charles- 
ton. S.  C.  Our  request  was  complied  with,  but  before  returning 
the  goods  this  ship  docked  at  some  other  port  than  Charleston, 
S.  C.,  then  back  to  Charleston,  S.  C.,  and  then  back  to  New 
York,  time  consumed  in  returning  the  goods  being  about  one 
month  or  six  weeks.  The  goods  when  returned  to  us  in  New 
York  were  wet  and  in  a  damaged  condition,  the  damage,  after 
an  analysis  of  same  being  made,  proved  to  be  damage  by  fresh 
water  and  not  by  salt  water.  The  carrier,  the  Clyde  Steamship 
Company,  taking  for  their  reason  for  declining  claim  section  9 
of  the  bill  of  lading.  However,  they  do  offer  a  small  amount 
in  settlement  of  same. 

Please  advise  if  the  steamship  company  is  not  responsible 
for  entire  damages  sustained;  also,  if  possible,  cite  previous 
rulings  or  opinions  bearing  upon  a  similar  situation. 

Answer:     The  injury   to  the   goods   in  question   was  appar- 
ently caused  not  by  delay,  but  by  the  failure  of  the  carrier  to 
properly  protect  the  goods   while  in  transit  and  the  carrier  is 
liable  therefor  unless  resulting  from  an  excepted  cause. 
Reparation — Reduction  of  Rate  to  Meet  Rate  via  Competing  Line 

Maryland. — Question:  Kindly  advise  if  the  railroads  are  in 
position  to  make  refund  on  shipments  of  benzol  moving  from 
Youngstown,  O.,  to  Baltimore. 

On  January  1  the  B.  &  O.,  N.  Y.  C.  and  Erie  R.  R.,  per  Kelly's 
1107.  reduced  their  rates  to  30%  cents  per  100  pounds. 

The  P.  &  L.  E.  and  P.  R.  R.  did  not  reduce  their  rates  on 
this  item  from  this  point  until  February  15.  As  we  had  about 
four  cars  of  benzol  moved  between  this  point  via  P.  &  L.  E. 
and  P.  R.  R.,  which  took  the  higher  rate,  when  we  found  that 
the  rate  did  not  apply  via  this  line,  we  had  our  traffic  diverted 
to  the  other  line. 

In  the  meantime,  we  wrote  to  assistant  general  freight 
agent  of  the  P.  R.  R.,  Philadelphia,  adivising  of  this  difference 
in  rates,  and  he  took  this  matter  up  with  his  general  freight 
office  in  Pittsburgh,  and  said  he  would  have  the  rate  corrected 
and  thanked  us  for  calling  their  attention  to  the  discrepancy. 
It  looks  as  though  the  way  his  letter  reads,  it  was  an  error  on 
the  part  of  the  railroad  in  not  changing  their  tariffs  to  comply 
with  the  other  rates,  and  we  wish  you  would  advise  us,  if  pos- 
sible, whether  we  can  collect  refund  or  reparation  on  these 
shipments  between  this  period. 

Answer:  The  Commission  holds  that  a  reduction  to  meet 
the  rate  of  a  competing  line  is  not  ordinarily  accepted  as  being 
sufficient,  when  standing  alone,  to  justify  an  award  of  repara- 
tion. Therefore,  facts  showing  that  the  rate  assessed  was  higher 
than  the  transportation  conditions  warranted  and  therefore  un- 
reasonable should  be  submitted  to  the  Commission,  in  order  to 
make  certain  that  reparation  will  be  secured.  See  Abel  &  Rob- 
erts vs.  M.  C.  Ry..  37  I.  C.  C.  712,  and  Harrison  Bros.  &  Co.  vs. 
L.  &  N.,  46  I.  C.  C.  516 

Erroneous   Billing   and    Marking — Less-Carload   Shipment 

Michigan— Question:  There  has  been  considerable  contro- 
versy between  the  shippers  and  transportation  companies  bear- 
ing on  less-than-carload  shipments  being  billed  and  marked  as 
follows:  Shipment  consigned  to  Transcontinental  Company, 
Chicago,  Illinois,  and  down  in  the  bottom  of  the  bill  of  lading 
the  following  notation  appears:  "Motor  Equipment  &  Elec- 
trical Company.  Los  Angeles,  California,  care  of.  Trans-Conti- 
nental Freight  Company,  Chicago,  Illinois,  for  consolidation:" 

The  railroad  company  claims  that  shippers  are  violating 
rule  6,  paragraph  2,  of  Consolidated  Classification  No.  2,  as  to 
showing  more  than  one  consignee  and  destination  on  bills  of 
lading. 

Answer:  We  are  of  the  view  that,  so  far  as  the  billing  is 
concerned,  there  is  no  violation  of  the  classification  rule  pro- 
hibiting the  showing  of  more  than  one  consignee  and  destination. 
In  the  space  provided  on  the  bill  of  lading  you  have  shown  but 
one  consignee  and  one  destination.  The  remainder  is  merely 
descriptive  of  the  shipment,  appearing  under  the  heading,  "De- 
scription of  articles  and  special  marks,"  and  does  not  constitute 
a  direction  to  the  carrier;  neither  is  it  a  condition  of  the  con- 
tract of  affreightment.  The  bill  of  lading  reading  in  this  manner 


merely  directs  the  carrier  to  deliver  to  the  Chicago  consignee 
freight  marked  as  shown  in  the  description. 

Directions  on  the  package,  however,  are  not  separated  from 
mere  descriptive  matter  as  they  are  in  the  bill  of  lading,  and 
what  is  mere  descriptive  matter  in  the  bill  of  lading  may  easily 
amount  to  a  direction  when  the  same  appears  on  the  package, 
resulting  in  conflicting  directions.  The  example  used  by  you 
might  lead  a  freight  handler  who  does  not  see  the  billing,  to 
believe  that  he  is  directed  to  load  shipment  for  Los  Angeles,  and 
is  also  directed  to  deliver  it  in  Chicago.  It  being  impossible  to 
deliver  in  Los  Angeles  the  box  marked  Motor  Equipment  Com- 
pany and  also  to  deliver  the  same  package  to  them  in  can>  of 
the  Trans-Continental  Freight  Company  in  Chicago,  the  freighi 
handler  would  be  at  a  loss  whether  to  handle  for  Chicago  or 
Los  Angeles  delivery.  Even  if  the  billing  accompanied  the 
shipment,  the  rule  is  not  well  settled  whether  the  billing  or 
the  marks  will  control.  (See  Michie  on  Carriers  and  Hutchinson 
on  Carriers,  presenting  opposite  decisions  on  this  question.) 

It  is  our  view,  therefore,  that  this  manner  of  marking  is 
the  equivalent  of  showing  two  destinations  on  the  same  package, 
and,  this  being  so,  the  name  of  the  party  to  whom  shipment  may 
be  delivered,  shown  for  each  destination,  is  equivalent,  according 
to  our  view,  of  showing  two  different  consignees  within  the 
meaning  of  the  clasification  prohibition. 

Tax  on   Shipments   Milled   in   Transit 

Michigan. — Question:  In  a  letter  received  from  the  Penn- 
sylvania Railroad  System  regarding  refund  of  war  tax  on  milling- 
in-transit  shipments,  they  quote  the  following  paragraph  from 
the  regulations  of  the  Treasury  Department: 

"When  freight  shipments  are  accorded  transit  privileges 
such  as  milling  in  transit,  dressing  in  transit,  refining  in  transil, 
compression  in  transit,  etc.,  such  shipments,  in  determining 
whether  the  tax  is  applicable,  shall  be  regarded  as  involving 
two  separate  and  distinct  transportation  movements;  one  into 
the  point  where  the  transit  privilege  is  accorded,  and  a  separate 
and  distinct  movement  of  the  product  out  of  such  point." 

If,  as  this  paragraph  reads,  the  inbound  and  outbound  ship- 
ments are  to  be  considered  as  two  separate  and  distinct  trans- 
portation movements,  then  we  are  unable  to  see  why  we  are 
not  entitled  to  a  refund  of  the  war  tax  on  milling-in-transit  ship- 
ments, the  wheat  of  which  arrived  at  milling  point  prior  to 
January  1,  1922,  and  the  milled  product  of  which  moved  out 
after  that  date. 

In  other  words,  the  railroad  tariff  specifies  that  if  shipments 
of  products  are  billed  out,  all,  or  a  certain  amount,  as  the  case 
may  be,  of  the  inbound  rate  shall  be  refunded,  and  it  would 
seem  to  us  if  they  are  to  be  handled  as  two  separate  and  distinct 
transportation  movements  that  when  the  railroad  company  re- 
funds any  part  of  the  inbound  freight  charges  on  the  inbound 
shipment  of  wheat  which  arrived  at  a  milling  point  prior  to 
January  1,  1922,  we  should  also  be  entitled  to  a  refund  from 
the  government  of  the  war  tax  on  so  much  of  the  inbound  freight 
on  the  grain  as  is  refunded. 

The  whole  thing  is  really  bound  up  in  what  the  Treasury 
Department  means  by.  "separate  and  distinct  transportation 
movements." 

We  thought  possibly  you  might  have  by  this  time  received 
some  information,  or  heard  of  some  decision  covering  this  mat- 
ter, as  we  do  not  care  to  file  a  lot  of  small  claims  on  the  gov- 
ernment unless  we  are  entitled  to  the  refund. 

Answer:  With  reference  to  this  question,  the  Treasury  De- 
partment advises  as  follows:  "Your  attention  is  called  to  the 
provisions  of  article  14  of  Regulations  49  (Revised),  from  which 
you  will  note  that  transit  shipments  are  considered  to  consist 
of  two  distinct  and  severable  movements.  The  taxability  or 
nontaxability  of  such  movements  does  not  affect  the  taxa- 
bility or  non-taxability  of  the  other.  Neither  does  the  fact  that 
a  through  rate  is  allowed  from  point  of  origin  to  destination 
affect  the  taxability  of  either  of  such  movements.  Where  the 
first  movement  is  taxable  and  the  second  one  is  not,  such  as 
where  the  shipment  was  made  from  origin  to  milling-in-transit 
point  pridr  to  January  1,  1922,  and  the  second  movement  was 
not  made  until  on  or  after  that  date,  or  the  second  movement 
was  in  course  of  exportation,  the  non-taxability  of  the  second 
movement  would  not  affect  the  taxability  of  the  first.  The 
actual  amount  paid  for  the  first  movement  in  such  cases  after 
adjustment  of  tariff  rates  by  carriers  is  the  proper  taxable 
amount.  In  making  refund  of  charges  covering  transit  shipments 
upon  reforwarding  the  shipments  from  transit  point  to  ultimate 
destination  and  the  allowance  of  a  through  rate  from  origin  to 
destination,  the  transportation  agency,  since  January  1,  would 
have  no  authority  to  make  any  refund  or  adjustment  of  the 
transportation  taxes  collected,  but  claims  for  refund  of  such 
tax  adjustments  due  on  such  shipments  must  be  filed  by  the 
claimant  with  this  office  on  Treasury  Department  Form  843. 
Form  843  is  a  revision  of  and  supersedes  Treasury  Department 
Form  16.  The  tax  refundable  on  such  shipment  where  the 
second  movement  is  non-taxable  is  only  the  portion  of  the  tax 
accruing  on  the  reduction  in  rates  resulting  from  the  reconsign- 
ment  and  allowance  of  different  rates.  What  proportion  of  a 
through  rate  is  the  amount  that  actually  covers  the  movement 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  Houte  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AM)  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVESTON 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE  J 


and 


LOS  ANGELES 

(San  Pedro  Dist.  i 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rat**  and  Particular*  Apply  to 

Atlantic-Gulf   &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


IM  ft.  Tklrt  «L 

Pltubirgk 
HIT    Oliver    Betiding 

ferannak.   Ca. 
BaTaaiuk  Bank  *  Trwt  BI4g. 

La.    Angelee.    CaJ. 
417    Van    N.j.    Bid, 


New   Yerk 
41    Bre.e>.T 

Ombikl 
24*  The)  Arcade 

Oakland.    <al 
Parr    Terminal 
Partland.     Or*. 
Ml    Title   A   Trut    Bldg 


I4M    U    C.    ftaillk    BU...    Sealtle.    Wa.k. 
Uoea    4*S    Elllortt    B«.    Bldg..    Buffalo.    S.    Y. 


THREE  STAR  LINE 

(St6.  les  Affr6teurs  R&inis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs  L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent i  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent  i  Earn  Line,  Bullitt  Building 


fe.1  "Ship  by  Water" 

PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York.  Philadelphia,  Baltimore 


AND 


Los  Angeles.  San  Francisco 

Portland.  Astoria, 
Seattle  and  Tacoma 

Thru  bill*  of  lading  laauad  to  San  Diego,  Oakland,  Stockton  and 

Sacramento,  California  |  Hawaiian  and  Far  Ea«t  Portii 

Gray.  Harbor  and  Puget  Sound,  Waah. 

For  Ratee,  Data*  of  Sailing  and  other  Information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 
15  Moore  Street,  New  York 


Baltimore,  Md. 

3»  South  Street 


Telephone,  Bowling  Green  7394 

Philadelphia,  Pa. 
Dreial  Building 


Pittsburgh,  Pa. 

Olirer  Building 


And  at  our  Branch  Office*  In  Lot  Anrelee,  San  Francitco, 
Portland,  Seattle  and  Tacoma 


BROOKLYN  -PERSONAL  SERVICE-  NEW  YORK 

MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

3  «  NORTH  PIER  STREET,  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 


San  Francisco  Warehouse  Co.,  San6F2ran™co, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 
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to  the  in-transit  point  depends  upon  the  practice  of  the  carrier 
in  the  allowance  and  collection  of  the  transportation  charges 
under  Its  published  tariffs  (see  article  14,  Regulations  49,  re- 
vised). 

Where  transportation  companies  make  adjustments  of  over- 
charges in  the  case  of  transit  shipments  and  the  shipper  or 
consignee  desires  to  obtain  adjustments  of  the  tax  thereon  from 
this  office,  the  carrier  should  furnish  such  shipper  or  consignee 
for  use  in  filing  claim  for  adjustment  of  tax  a  detailed  state- 
ment of  facts  showing  the  refund  or  adjustment  of  rates  made 
by  it  and  the  manner  in  which  such  refunds  or  adjustments  of 
charges  were  made. 
Liability  of  Carrier  for  Forwarding  of  Shipment  to  Destination 

Marked   on   Package  Without   Issuance  of  Bill  of  Lading 

Oklahoma. — Question:  Shipper  A  tendered  a  number  of 
shipments  with  bills  of  lading  accompanying  same  to  carrier  X 
on  a  certain  date,  but  as  customary  between  the  shipper  A 
and  the  carrier  X,  the  driver  did  not  wait  for  the  bills  of  lading. 
These  are  mailed  back  to  the  shipper  as  soon  as  the  charges 
have  been  made  up  on  them  for  prepaid  shipments.  On  the  day 
following,  carrier  X  advised  shipper  A  that  they  did  not  receive 
one  particular  shipment  and  gave  the  driver  the  bill  of  lading 
unsigned.  The  shipper  wrote  the  agent  at  destination,  point  E, 
if  he  had  received  the  shipment,  thinking  possibly  that  it  had 
been  loaded  in  the  car  without  being  billed,  and  was  advised 
under  two  different'  dates  that  the  shipment  had  nevej  been 
received  by  him;  but  at  point  C,  an  intermediate  point,  carrier 
X  found  the  shipment  and,  as  it  was  marked  to  point  D.  on  the 
line  of  carrier  Y,  it  was  forwarded  to  that  point  and  within  five 
days  agent  at  point  D.  and  again  within  30  days  notified  shipper 
that  the  goods  were  on  hand  undelivered  on  account  of  being 
unclaimed.  The  shipper  did  not  receive  these  notices. 

In  the  meantime  shipper  had  called  upon  the  general  claim 
agent  of  carrier  X  to  whom  the  shipment  was -originally  deliv- 
ered, asking  if  the  shipment  had  checked  over  at  any  point,  and 
was  advised  that  it  had  not.  About  ninety  days  after  shipment 
was  made  notice  was  received  by  the  shipper  that  the  goods 
were  on  hand  at  point  D,  which  was  the  third  notice,  and  when 
the  return  of  the  goods  was  requested,  it  was  found  that  the 
general  claim  agent  had  sold  these  semi-perishable  goods  for 
less  than  one-third  of  their  value  and  is  willing  to  settle  claim 
upon  that  basis,  but  the  claim  has  not  been  presented  to  car- 
rier X. 

Is  carrier  X  liable,  or  carrier  Y,  or  are  either  of  them  liable 
for  the  shipment  and.  if  so,  to  what  extent?  Would  it  have 
made  any  difference  if  the  shipper  had  requested  of  carrier  Y 
if  the  shipment  had  checked  over  at  that  point  and  had  been 
advised  that  it  had  not.  Claim  was  presented  to  Y  within 
statute  limitation. 

Answer:  In  our  opinion  neither  carrier  X  nor  carrier  Y 
is  liable  in  damages  for  the  value  of  the  shipment  in  question, 
provided  the  sale  of  the  goods  by  carrier  Y  was  authorized  un- 
der the  law.  It  seems  to  us  that  even  though  the  goods  were 
forwarded  to  the  destination  shown  on  the  package  without  the 
issuance  of  a  bill  of  lading,  in  view  of  the  manner  in  which 
shipments  were  customarily  delivered  to  and  received  by  the 
carrier  and  bills  of  lading  issued  therefor  and  the  fact  that  the 
agent  at  the  destination  marked  on  the  shipment,  promptly 
notified  the  shipper  of  the  shipment  being  on  hand  unclaimed, 
the  carriers  concerned  have  relieved  themselves  from  any  lia- 
bility, and  this  notwithstanding  the  fact  that  the  notices  were 
apparently  not  received  by  the  shipper. 


PLAN    TO    REHABILITATE    CARS 

The    Traffic    World    Washington   Bureau 

Application  for  a  loan  of  $100,000,000  has  been  made  to  the 
Commission  by  S.  Davies  Warfield,  as  president  of  the  National 
Railway  Service  Corporation.  This  loan  is  requested  to  aid  the 
service  corporation  in  financing  equipment  trust  certificates  for 
the  purchase  of  all  or  any  part  of  the  300,000  bad  order  freight 
cars  of  the  country  or  those  not  in  condition  for  service,  and 
for  the  further  purchase  of  new  equipment  for  the  railroads. 

Through  the  financial  plans  of  the  service  corporation,  as 
laid  before  the  Commission,  large  sums  of  money  will  be  lib- 
erated to  the  carriers,  through  the  purchase  of .  cars  standing 
unfit  for  use  on  their  tracks;  in  addition,  the  money  will  be 
provided  for  rebuilding  these  cars  to  meet  transportation  re- 
quirements upon  the  return  of  normal  conditions.  This  will  give 
employment  to  thousands  in  opening  up  railroad  and  car  manu- 
facturing and  supply  shops. 

The  application  placed  before  the  Commission  states  that 
it  is  submitted  that  the  loan  proposed  is  indispensable  to  a 
comprehensive  and  adequate  program  for  the  prompt  rehabilita- 
tion and  rebuilding  of  railway  equipment  on  terms  which  the 
carriers  can  adopt;  that  it  is  made  for  the  acquisition  and 
rebuilding  of  bad  order  equipment  which,  when  rebuilt,  will  be 
made  available,  by  lease  or  sale,  to  any  railroad.  The  loan  is 
requested  to  be  made  in  installments. 

The  National  Railway  Service  Corporation  was  organized 
by  the  National  Association  of  Owners  of  Railroad  Securities 


in  July,  1921,  under  a  state  charter.  It  operates  without  profit 
in  the  public  interest,  and  has  financed  a  number  of  carriers 
on  advantageous  terms,  which  were  unable  otherwise  to  secure 
equipment  for  their  purposes.  The  application  states  that  a 
federal  charter  will  now  be  requested. 

The  service  corporation  will  issue  its  deferred  and  prior 
lien  certificates  in  the  manner  heretofore  adopted  in  financing 
the  carriers.  The  prior  lien  certificates  will  be  sold;  the  de- 
ferred lien  certificates  to  be  taken  by  the  government. 

It  was  pointed  out  that  the  expenditures  of  money  on  the 
scale  announced  for  the  rehabilitation  of  this  great  amount  of 
unserviceable  equipment  would  have  a  distinct  bearing  on  the 
stimulation  of  general  industry,  as  well  as  directly  contribute 
to  increasing  railway  tonnage,  and  at  the  same  time  add  to 
the  railroad  equipment  of  the  country. 


NEW  RULES  FOR  EXPRESS  WORKERS 

More  than  80.000  express  employes  are  affected  by  the  new 
rules  issued  by  the  Labor  Board,  February  25,  to  become  effec- 
tive March  1.  The  rules  do  not  differ  from  those  in  effect  in 
many  particulars,  but  the  changes,  though  few  in  number,  are 
of  considerable  importance.  Eight  hours  is  designated  as  the 
standard  day,  as  in  the  rules  of  all  of  the  other  classes  of  rail- 
road employes  already  promulgated,  but  time  and  a  half  for 
overtime  is  not  to  be  paid  until  after  the  ninth  hour.  The 
spreading  of  eight  hours  of  work  over  twelve  hours  of  time 
without  the  payment  of  punitive  overtime  is  also  allowed  under 
the  new  rules.  With  the  exception  of  supervisors  of  mechanics 
and  telegraphers,  the  board  has  now  disposed  of  rules  for  all 
classes  of  employes.  These,  too,  are  expected  to  be  promul- 
gated before  the  opening  of  the  wage  reduction  hearings,  which 
are  scheduled  to  begin  March  6. 


L.  0.  P.  &  G.  ABANDONMENT 

A  certificate  of  public  convenience  and  necessity  has  been 
issued  by  the  Commission,  authorizing  the  Live  Oak.  Perry  & 
Gulf  Railroad  Company  to  abandon  a  branch  line  of  railroad  in 
Taylor  County,  Florida,  extending  from  a  connection  with  its 
main  line  at  Murat  Junction  in  a  general  northerly  direction  to 
Murat,  a  distance  of  3.74  miles.  The  branch  was  completed  in 
1907  and  was  built  largely  for  the  purpose  of  furnishing  trans- 
portation for  the  output  of  a  turpentine  industry  at  Murat.  the 
Commission  said.  Several  years  ago  the  turpentine  camp  was 
abandoned  and  since  then  the  track  has  been  used  solely  by  the 
Taylor  County  Lumber  Company  for  hauling  its  logs  to  the 
applicant's  main  line.  The  lumber  company  gave  notice,  effec- 
tive January  1,  1922,  that  it  would  no  longer  handle  its  logs 
over  the  branch,  the  Commission  said.  No  industry  is  served 
by  the  branch  and  there  are  no  settlers  dependent  upon  it  for 
transportation,  the  report  stated. 


K.  O.  &  S.  CONSTRUCTION 

The  Kansas  &  Oklahoma  Southern  Railway  Company  has 
been  authorized  by  the  Commission  to  build  a  line  of  railroad, 
for  a  distance  of  10  miles,  in  a  northwesterly  direction  from 
Vinita,  Okla.,  and  to  retain  the  excess  earnings  on  the  line  for 
10  years  under  the  provisions  of  section  15a.  The  original  ap- 
plication asked  for  authority  to  build  a  line  61  miles  long  from 
Caney,  Kan.,  to  Vinita,  Okla.,  but  it  was  modified  so  that  the 
request  was  for  permission  to  build  the  10-mile  line.  The  Com- 
mission said  that  to  the  north  and  west  of  Vinita  there  were 
coal  deposits  not  now  reached  by  railroad  which  contain  between 
15,000,000  and  20,000,000  tons  of  coal.  The  owners  of  the  coal 
•properties  asked  that  the  10  miles  be  built  so  as  to  afford  an 
outlet  over  the  M.  K.  &  T.  and  the  Frisco.  The  Commission 
said  the  evidence  was  sufficient  to  warrant  the  belief  that  a 
sufficient  tonnage  of  coal  would  be  mined  to  enable  the  operation 
of  a  short  line  of  railroad  to  be  carried  on  at  a  profit. 


N.    Y.    N.    H.  &    H.    LOAN    EXTENSION 

The  New  York,  New  Haven  &  Hartford  Railroad  Company 
has  filed  an  application  with  the  Commission  asking  authority 
to  extend  the  maturity  date  of  all  or  part  of  its  outstanding 
European  loan  debentures  of  $27,582,691  for  three  years  from 
April  1, 1922,  with  7  per  cent  interest  instead  of  4  per  cent  interest. 
The  company  said  that  the  loan  was  payable  at  the  option  of 
the  holders  of  the  bonds  in  francs,  pounds  or  marks,  and  in 
view  of  the  present  depreciated  rate  of  exchange,  and  to  induce 
the  holders  to  agree  to  the  extension  of  the  maturity  date,  it 
was  proposed  to  extend  the  franc  debentures,  of  which  69,762,500 
francs  are  outstanding,  with  a  guaranty  to  the  holders  that  at 
maturity  in  1925  the  principal  and  interest  will  be  collectible 
in  dollars  in  New  York,  at  the  rate  of  $96.50  for  every  500  francs. 
If  this  application  is  granted  it  will  make  unnecessary,  it  is 
understood,  authorization  by  the  Commission  of  most  of  the 
loan  of  $31,000,000  recently  applied  for  by  the  New  Haven,  pro- 
vided, of  course,  that  the  foreign  holders  of  the  debentures 
agree  to  their  extension. 
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MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .    .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES. 
Larvdo,  Tou*  El  P«ao,  T»i«a  Eaf U  P»aa,  T«i«a 

Nuovo  Laredo.  Tamp*.  Jii«r«i,  C'hlh. 

Pi.dr.a  N.»r».,  Coah.     Mexico  City       Mont«rr«y.  N.  L. 

Writ*  ••  for   'mil  rmrtiemlmrt  mi\4  rf* 
•  c**7  •/  omr  trttffing  in 


World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LIN::          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINK  WHIT:;  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Galvestnn 


TO 


Brunswick 


London 
Liverpool 
Manchester 
Glasgow 


Avonmouth  Danzig 

Southampton  Gibraltar 

Antwerp  Genoa 

Hamburg  Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  F*tt*rolf.  Frfifhl  Traffic  Manager 

I.  O.  Rota.  En.  W«.l«r.  Freight  Aft         T.  0.    Martla.  N.   W.   Freight  Agt. 

127    Smith    La    Sail*    Street.  MitropoilUn     Lit*    Building. 

Chltito.    Illlnoli.  Mlnn»pollt.    Mlna. 

E.    J.    MeConadl.    touthwwtor*    Freight    Ag*nt. 

MCI     L«r»it    Stra*t.     St.     Loull,     Mo. 


Nr»  Yorrn.  I 
Boitoa.    14 


. 

Boitoa.    14    Mai*   St. 
Moatr*al.     McGIII    Bl*f. 
Phll,..l,hi«.      B*.rM 


BaNl 


. 
Bld|. 


Ntv    Orliani.     Hlbornla    Bank    Bldg 
Gal«Mtoa.    Cotton    EuhaJig*   Bldg. 
Norfolk.  Flatlron  Bldg. 
rtoaiton.    Cotton    Ekcn^ng*    Sldg. 


CkaaiaM-    *f    Oaiaun*      Miollt.    All..    Mobil*    Uam. 
IOM    Hml    Baak    Bldg.         Portl»n«.     Mo..     I     ludla    ?tr«et. 


The  Kansas  City  Southern   Railway  Company 
Texarkana  and  Fort  Smith  Railway 

For  the  convenience  of  shippers,  we  are  giving  names  and  addresses  of  the  General  Agents  repre- 
-••ntinu  these  Companies  so  that  you  may  take  up  with  any  of  them  or  the  undersigned  regarding 
rates,  claims  and  tracing  of  your  traffic  and  other  general  information: 


<      I'.  II.,,  h.  i..-n.T.il  Agent. 

Room    401.   .rill   Kroadway, 

New  York  City. 
(  .   M.  Sti-M-n-.  <. .-rural   Agent. 

3M  San  Jacinto  Life  Bid*.. 

Beaumont,  Texan. 
Hi-nr\     llruwn.    I, .ru-r.il    Agent, 
Marquette  Bldg^ 

(  hir.igo,  Illinois. 

'•     H     Dought-rly.  General  Agent. 
niZ'i   Commerre  Street. 
Italian.  Texan. 

II.   N.  Hall,  i.rni-r.,1  Agent. 

711    Kirsi    Nafl   Bank   Illdic.. 

Kurt  Smith.  Arkannaii. 
J.  I'.   P.akrr.  (.rnrral   .\Kent. 

-J7    Ma<w>n   Hid K.. 

Houston.  Texan. 


K.  «i.  Spencer,  (.cn.r.ii  Agent, 

112  W.  Ith  Street. 

Joplin,  Mi— oiiri. 
I     M.  Seymour,  (ieneral  Agent, 

132  Railway  Exchange  Bldg.. 

Kanxas  City,  Miwiouri. 

P.  I.    ll.i-UII.  (ieneral  Agent, 

Majestic  Hotel   Bldg., 

Lake  Charlen,   I  ..ui-ian.i. 
J.  M.  Carriere,  (ieneral   Agent, 

718  Carondelet  Bldg.. 

New   OrleanH,   LouJNiana. 
I.  W.  Dudley,  (ieneral  Agent, 

514  Colman   I  Side.. 

Seattle,  Washington. 
H.  J.  Snyder,  (ieneral  Agent, 

.Vtl   Itry»>n   Bldg.. 

Ixw  Angelex.  California. 


H.  J.  Snyder,  (ieneral  Agent, 
773  Monadnock  Bldg., 
San  Francisco,  California. 

C.  W.  Wheeler,  (ieneral  Agent, 

912  Chemical  Bldg., 

St.  Louiv,  MiKxouri. 
C.  M.  Wilkinson,  (ieneral  Agent, 

HL'.'I   Froxt  Bldg., 

San   Antonio,  TexaB. 
J.  C.  Walker,  (ieneral  Agent. 

203  Continental  Bank  Illdu.. 

Shreveport,   Louiniana. 
(.i-"i.  Helme,  (ieneral  Agent, 

103-5-7  State   Line  Ave.. 

Texarkana,  Texas, 
(i.  J.  Wadlinger,  (ieneral  Agent, 

."•22   Oliver   Bldg.. 

I'ittsburKh,    IVnnsylvania. 


Business  shows  some  improvement,  and  SERVICE  is  most  important  feature  to  be  considered  by  both 
Chipper  and  consignee,  and  we  are  giving  SERVICE,  and  the  increased  tonnage  reaching  our  rails 
indicates  our  efforts  to  expedite  movement  of  traffic  is  appreciated. 

Route  your  traffic  via  the  KANSAS  CITY  SOUTHERN  RAILWAY. 

We  will  do  the  rest. 


II.    \.    \\K.\\KK.  (ien.   Freight    Agent. 
Kanna*  City.   MtHMiuri 


J.   F.  HOLDKN.   Vice   President, 
Kansas  City,   Missouri 
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Digest  of  New  Complaints 

No.   13490.     The   Lyeoming  Motors   >  n,    Williamsport,   Pa.,   vs. 

Kast  Jordan  &  Southern  et  al. 

Unjust  and   unreasonable   rates   on   pig   iron   from   East   Jordan, 
Mich.,  to  Williamsport,  Pa.     Asks  reparation. 
No.  13490,  Sub.  No.  1.     Same  vs.  Same. 

Same   complaint   and   prayer   with    regard    tp   three   carloads    of 
pig  iron  from  East  Jordan.  Mich.,  to  Williamsport.  Pa. 
No.  13491.     The  Fairbanks  Co..  New  York  City,  vs.  Boston  &  Albany 
et  al. 

Unjust,  unreasonable  and  unlawful  rates  on  coke  from  Everett, 
Mass.,  to  Binghamton.  N.  Y.  Asks  reparation. 

No.  13492.    Peoria  Brick  and  Tile  Co.,  Peoria.  111.,  vs.  C.  B.  &  Q.  et  al. 

Unjust,    unduly    prejudicial    and    unduly    discriminatory    rate    of 

10. oc    per    100    Ibs.    on    brick    and    articles    taking    same    rate    from 

Peoria.  111.,  to  Davenport,  la.    Asks  cease  and  desist  order  and  Just 

and  reasonable  rates. 

No.  13493.     The  Ac-me  Mills.  Hopkinsville,  Ky.,  vs.  Director  General,  as 
agent.  Illinois  Central  et  al. 

Unjust,    unreasonable,    unduly   preferential   and   prejudicial    rates 
on   wheat  from  Kansas  City,   Mo..   St.   Joseph,   Mo.,   and  East  St 
Louis,  via  Cairo.  111.,  to  Hopkinsville,  Ky.     Asks  reparation. 
No.   13495.     E.    I.   DuPont  de   Nemourrs   &    Co.,    Wilmington,    Del.,    vs. 
Director  General,  as  agent,  New  Orleans  &   Northeastern  et  al. 

unjust  and  unreasonable   rates  on  nitrate  of  soda   in   hags  from 
Cnabnette  Slips    (New  Orleans)   to  Ashburn,   Mo.,   and   Mooar,   la 
Asks  just  and  reasonable  rates  and  reparation 
No.  13495,  Sub.  No.  1.     Same  vs.  Illinois  Central  et  al 

Same  complaint  and  same  prayer. 

No.   13495,   Sub.    No.   2.     Same   vs.    Director  General,    as   agent,    Illinois 
Central  et  al. 

Same  complaint  and  same  prayer. 

No.  12158,  Sub.  No.  1.    Swift  &  Co.  et  al..  Chicago,  vs.  Great  Northern 
et  al. 

Unjust  and  unreasonable  rates  on  fresh  meats  and  packing  house 
products  from   North  "Portland.   Ore.,   South   San   Francisco    Calif 
Reno,    Nev..    and    Spokane,    Wash.,    to   various   destinations    in    the 
I  nlted  States,  by  reason  of  the  provisions  of  Rule  240  of  Perish- 
able  Protective   Tariff  No.   1.   I.   C.   C.   No.    6.     Asks   for  just  and 
reasonable  rates,  rules  and  regulations  and  reparation 
No.  13496.     National  Brick 'Co..  Chicago  Heights,  111.,  vs.  Director  Gen- 
eral. C.  C.  C.  &  St.  L.  et  al. 

Unjust  and  unreasonable  rates  that  violate  section  4  on  common 
brick,  from  Chicago  to  Springfield,  O.,  reconsigned  to  Detroit    Mich 
Asks  reparation. 
No'  J34T7'     Rockford  Gas  Light  and  Coke  Co.  et  al.,  Rockford,  111.,  vs. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  petroleum  gas  oil  and  petroleum  fuel  oil  in  tank- 
carloads,  from  producing  points  in  Kansas,  Group  2,  and  Okla- 
homa. Group  3.  to  Rockford,  111.  Asks  for  establishment  of  just, 
r?;?.iR,2.nable  and  non-discriminatory  rates  and  reparation. 
No.  13498.  North  American  Oil  and  Refining  Corp.,  Oklahoma  Citv. 
Okla..  vs.  Director  General.  K.  C.  M.  &  O.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  prefer- 
ential rates  on  crude  oil  from  Burkburnett,  Tex.,  to  Sheffield.  Mo. 

No.  13498.  Sub.  No.  1.    Same  vs.  K.  C.  M.  &  O.  et  al. 

M       1M0016  cornP|aint  as  to  shipments  moving  after  federal  control. 

13499.     Konz   Box   and   Lumber  Co.,    Appleton,   Wis.,    vs.    Director 

Unjust,  unreasonable,  unduly  preferential  and  unjustly  discrimi- 
natory rates  on  logs  between  points  in  Wisconsin.  Asks  for  repara- 

No.  13500.     John  F.  Barker  Produce  Co.  et  al.,  Phoenix,  Ariz,    vs    Sou 
Pac.  et  al. 

Unlust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  straight  or  mixed  carloads  of  fruits  and  vegetables 
A,?'"  A  i AnBfxles'  Calif.,  and  related  points  to  Phoenix  and  Mesa, 
Arts.  Asks  just  and  reasonable  rates  and  reparation. 

N°'  O^w'  RUR   &°N1'c  Johnson'Pearce  Produce  Co.,  Mesa,  Ariz.,   vs. 
Same  complaint  and  prayer  as  to  shipments  from  Los  Angeles 
San  Francisco,  Hood  River,  Ore.,  and  Yakima,  Wash.,  and  related 
points  to  Mesa,  Ariz. 

No.  13500,  Sub.  No.  2.     E.  E.  Nash,  Phoenix,  Ariz     vs    Santa  Fe  et  al 
bame  complaint  and  prayer  as  to  rates  from   Los   Angeles  and 
M^   watsonville.  Calif.,  and  related  points,  to  Prescott,  Ariz. 

Tenn     vs  °L    &  "\T  Appalachlan    Coal    Operators'    Assn.,    Knoxville, 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 

irt    Jnfh"  °?   mtuminous.  c°al   from  mines  in  eastern  Tennessee 

and    southeastern    Kentucky    to    Louisville    and    adiacent    points 

rates         establishment  of  just,  reasonable  and  non-disctiminatory 

No.  13502.     Standard  Export  Lumber  Co.,  Ltd.,   New  Orleans    La      vs 
A.  &  V.  et  al. 

Unjust  and  unreasonable  rates  which  violate   the  fourth   section 
on  yellow  pine  lumber  from  Moss  Point.  Miss.,  to  Beaumont    Tex 
fromXr          nrtASkS  iS?«  dpf.end«nts  be  required  to  cease  and' desist 

m  demanding  additional  charges 

No.  13503.     Dewey  Portland  Cement  Co.,  Kansas  City,  Mo.,  vs    S'anta 
Fe  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  undulv  preju- 
dicial and  preferential  rates  on  slack  coal  from  the  Henrvetta 

oup  of  mines  in  OWahoma  and  mines  in  the  Tulsa  groiip  to 
Dewey.  Okla.  Asks  reparation. 

No.  13504.     Standard  Oil  Co.   (Ky.),  Louisville.  Ky     vs    Midland  Valley 
et  al. 

Asks  the  Commission  to  determine  the  legally  annlicable  rate  on 
gas  oil  shipped  from  Big  Heart.  Okla..  to  Louisville  Ky  during 
the  period  extending  from  August  26  to  November  ?0,  1920  Alleges 
that  the  construction  put  upon  tariffs  by  defendants  results  in 
unjust  and  unreasonable  rates. 

No.   13505.     Taylor,    Smith   *   Taylor  Co.,    Chester,   W.   Va      vs    Grand 
Trunk  Ry.  Co.  of  Canada  et  al. 

Unlust  and  unreasonable  rates  which  violate  the  fourth  section 
on  clay  from  Montreal  Wharf.  Que..  to  Chester,  W.  Va.  Asks 
reparation. 

No.  13506.     The  Parkersburg  Rig  and   Reel' Co..    Parkershurs.   W.  Va  , 
vs.  St.  L.-S.  F.  et  al. 

Unlust.  unreasonable  and  unduly  prejudicial  rates  on  rig  iron 
outfits  from  Parkersburg.  W.  Va..  to  ooints  in  Kansas  and  Okla- 
homa. Asks  for  the  establishment  of  just,  reasonable  and  non- 
discriminatory  rates  and  reparation. 


No.  13507.     Tin-  Coliiradii  I 'in  I  and  Iron  Co.,  Denver,  Colo.,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable   rates  on  sand  switched  from  the  plant 
of  the    Fountain   Sand    and   Gravel   Co.   at   Pueblo,    Colo.,   to   com- 
plainants'   plant    at    Minn.  qua.    Colo.      Ask.s   reparation. 
No.   13508.      I'..    Lissherger  &  Co.   et  al.,    New  York   City,    vs.    Pennsyl- 
vania et  al. 

Unjust,  unr.'asnnable.  unjustly  discriminatory  and  unduly  preju- 
dicial rat.-s  on  zinc  dross,  C.  L.,  between  points  in  the  states  of 
Massachusetts.  Connecticut,  New  York,  New  Jersey,  Pennsylvania. 
West  Virginia,  Ohio,  Indiana,  Kentucky.  Illinois  and  Missouri. 
Asks  for  the  establishment  of  Just  and  reasonable  rates  and 
reparation. 

No.  13509.    American  Fuel  Co.  of  Utah  et  al.,  Sego,  Utah,  vs.  Santa  Fe 
pt  al 

Unjust  and  unreasonable  rates  and  charges  on  coal  from  Sego. 
Utah,  to  points  in  California,  Nevada  and  Utah.     Asks  reparation. 
No.    13510.      Baltimore   Chamber  of  Commerce   et  al.,    Baltimore,    Md., 
vs.  Santa  Fe  et  al. 

I'njust.  unreasonable  and  unduly  prejudicial  rates  on  gram,  flour 
and  other  grain  products  from  states  west  of  Lake  Superior,  Lake 
Michigan,  the  Illinois-Indiana  state  line  and  Mississippi  River,  and 
from  the  western  part  of  Indiana  to  Atlantic  and  Virginia  ports  for 
export  as  compared  with  the  rates  via  gulf  ports.  Asks  for  Just, 
reasonable  and  non-prejudicial  rates. 

No.  13511.    Albers  Bros.  Milling  Co.,  Seattle,  Wash.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  oats 
and  corn  from  Omaha,  Neb.,  to  Portland,  Ore.  Asks  for  reparation 
down  to  the  basis  of  a  subsequently  established  rate. 

No.  13512.     American  Lumber  and  Export  Co.,   Birmingham,   Ala.,   vs. 
Director  General  and  L.  &  N. 

Unjust    and    unreasonable    rates    on    yellow    pine    lumber    from 
c  auga,  Ala.,  to  Nashville,  Tenn.,  reconsigned  to  Bowling  Green, 
Ky.     Asks  for  reparation. 

No.   13513.     Stuttgart  Rice   Mill  Co.   et  al..   DeWitt,   Ark.,  vs.   A.   &  V. 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory'  and  unduly  prefer- 
ential rates  on  clean  rice  from  complainants'  mills  in  Arkansas  to 
Memphis.  Vieksburg.  New  Orleans  and  various  points  throughout 
the  United  States.  Asks  for  the  establishment  of  Just,  reasonable 
and  non -discriminatory  rates. 
No.  13514.  Blackshear  Mfg.  Co..  Blackshear.  Ga.,  vs.  A.  C.  L.  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  fertilizer  from  Blackshear,  Ga..  to  points  on  defendants'  lines 
in  FJorida.  Asks  for  the  establishment  of  just,  reasonable  and 
non-discriminatory  rates. 

No.  13515.     The  Golding  Sons  Co.,  East  Liverpool,   O.,   vs.  B.   &  L.  E. 
et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  preferential  rate  on 
crude  spar  from  Keene,  N.  H.,  and  Haddam.  Conn.,  to  East  Liv- 
erpool, O.  Asks  for  establishment  of  just,  reasonable  and  non-dis- 
criminatory rates  and  reparation. 

No.  13516.     The  Chamber  of  Commerce  of  Milwaukee  (Wis.)  vs.  C.  B. 
&  Q.  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
which  are  higher  than  the  aggregate  of  intermediate  rates  on 
grain  and  grain  products  from  points  in  Minnesota  and  north- 
eastern Iowa  to  Milwaukee  and  through  Milwaukee.  Asks  for  the 
establishment  of  just,  reasonable  and  non-discriminatory  rates. 
No.  13517.  Snowden  (Va.)  School  Civic  League  vs.  Washington-Vir- 
ginia Ry. 

Unjust,  unreasonable  and  unjustly  discriminatory  fares  and 
charges  for  baggage  transfer  between  Washington,  D.  C.,  and 
points  between  Alexandria  and  Mt.  Vernon,  Va.  Asks  for  just, 
reasonable  and  non-discriminatory  charges. 

No.  13518.     Federal  Grain  Co.   et  al.,  Kansas  City,  Mo.,  vs.   Santa.  Fe 
et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  grain  and 
grain  products  from  points  on  defendants's  lines  in  New  Mexico 
and.  certain  points  in  Texas  to  Kansas  City.  Asks  for  establish- 
ment of  just,  reasonable  and  non-prejudicial  rates. 

No.    13519.       Eagle   Iron   Works   Co.,    Terre   Haute,    Ind.,    vs.    P.    C.    C. 
&  St.  L. 

Unjust,  unreasonable  rates  which  violate  the  fourth  section,  on 
lumber    from    Martinsville.    111.,    to    Terre    Haute,    Ind.      Asks    for 
establishment  of  just  and  reasonable  rates  and  reparation. 
No.  13520.     The  Atlantic  Refining  Co.,   Philadelphia,   Pa.,  vs.  Director 
General  and  Pa.  R.  R. 

Unjust,  unreasonable  and  unjustly  discriminatory  and  unduly 
prejudicial  rates,  which  violate  the  fourth  section,  on  petroleum 
products  from  Pittsburgh,  Pa.,  to  Windber.  Pa.  Asks  for  repara- 
tion down  to  the  basis  of  the  rate  in  effect  from  Coraopolis,  Pa. 
No.  13521.  Pfltzenmaver  Construction  Co.,  Terre  Haute,  Ind.,  vs. 
Director  General,  N.  Y.  C.  et  al. 

Unjust  and  unreasonable  rates  on  brick  from  Danville,  111.,  to 
Piper  City,  111.  Asks  reparation. 

No.    13522.      Montrose    Oil    Refining    Co.,    Inc.,    Ft.    Worth,    Tex.,    vs. 
Director  General,  as  agent. 

Unjust,  unreasonable  and  illegal  rates  on  crude  oil  from  Lorex, 
La.,  to  North  Ft.  Worth,  Tex.  Asks  reparation. 

No.   13523.     Board  of  Trade  of  Kansas  City,  Mo.,  Omaha   (Neb.)  Grain 
Exchange  vs.  A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  and  practices  in  connection  with  the  movement  of 
grain  through  Kansas  City  and  Omaha!  Asks  for  establishment 
of  just,  reasonable  and  non-discriminatory  proportional  rates  from 
these  cities  on  grain  originating  beyond  and  a  requirement  that 
carriers  accept  a  certificate  as  to  the  origin  of  the  grain  and 
apply  proportional  rates  as  of  the  date  of  the  shipment  from 
Kansas  City  and  Omaha.  • 
No.  13524.  Hammond  Iron  Works,  Warren,  Pa.,  vs.  Pa.  R.  R.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preju- 
dicial and  preferential  rates  which  violate  the  fourth  section  on 
iron  and  steel  articles  from  Pittsburgh.  Buffalo.  Lackawanna. 
Cleveland,  Youngstown  and  Claymont,  Del.,  to  Warren,  Pa.;  also 
switching  charges  between  complainant's  plant  and  the  New  York 
Central  at  Warren.  Asks  for  the  establishment  of  just,  reason- 
able and  non-discriminatory  rates  and  switching  charges  and 
reparation. 

No.    13525.      Calumet    Fertilizer    Co.,    New   Albany,    Ind..    vs.    L.    &    N. 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  phosphate  rock.  C.  L.,  from  Mt. 
Pleasant.  Columbia  and  Siglo.  Tenn.,  to  New  Albany,  Ind.  Asks 
for  establishment  of  just,  reasonable  and  non-discriminatory  joint 
through  rates  and  reparation. 
No.  13526.  Paggi  Bros.  Oil  Co.,  Beaumont.  Tex.,  vs.  G.  C.  &  S.  F.  et  al. 

Unjust  and  unreasonable  rate  on  drilling  rig  from  Harmon,  La., 
to  Saratoga.  Tex.  Asks  for  establishment  of  just  and  reasonable 
rates  and  reparation. 
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NOSA  LINE 


Ml.thly  SaJUnc*  to  Prlmaaal  Pacts 

W«t  Coot,  South  America — Direct  Service 


Monthly  Freight  and  Paa**nf*r  Sailing* 

Lee-irmrd  and  Windward  Itland*,  VenecueU,  Curacao 
and  Colombian  Port* 

Three  week  freight  (ailing* 
HaJtien,  Dominican  and  Cuban  South  Sid.  Ports 

tm  tmrticmUrl  fpfb 

•04-11  0«*»B  *  Cuaoaat  Bide..  New  Ottiiii,  L*. 
Ntw  Y«rk  Ofcs.  1*  Raoovcr  St.        Chtowo  OBcj:  *44  Ua>q 
Cable  Addnej:  "* 


New  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


The  enpaal  Seal  »  iher. 
la  Hay  eaej  ftitii  by 
Ike  camtr'i  afeatet  cee> 


NEW    WAY 

fie  tht  1921  Model 

Edgar  Steel  Seals 

Wkan  Srafaini  CarUadi  ef 

Automobiles,  Flour, 

Grain,  Steel,  Ever)' thing 

Anything  where  a  part  can  ba  take*  out. 
•     Prevent  the  aecaaaily  of  e 


full  shipment*  and  know 
they  will  get  there 

The  Edgar  Steel  Seal  & 
Mfg.  Company, 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 

via  HAVANA, 
PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA.  MEXICO 

Calling  at  La  Libertad,  Acajutla.  San  Jose  da  Guatemala,  Manzanillo 

Baltimore  and  Norfolk  Eastbound) 
S.S.  ECUADOR  tail*  from  Ntw  York  March  llth 
S.S.  VENEZUELA  Mail,  from  San  Franciico  Mar.  15th 

Sailings  about  every  18  days  thereafter 
All  New  York  Sailings  from  Pier  33,  Atlantic  Terminal,  Brooklyn 

PANAMA  SERVICE 

Between  San  Francisco,  Los  Angeles,  Mexico.  Centra]  America  and 
Canal  Zone. —  Sailings  about  every  22  days. 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanover  Square.  New  York  SOS  California  St.,  San  Francisco 

503  So.  Spring  St.,  Aleiandria  Hotel,    Los  Angeles 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

S*n  Franciaco  to  Honolulu*  Yokohama,   Kobe,  Shanghai, 
*  Manila,  Honjkonf 

Passenger  and  Freight  Sailings  by  New  and  Luxurious  U.S. 
Shipping  Board  Liners: 

S.S.  Golden  State  sails  .  .  March  25th 
S.S.  Empire  State  sails.  .  .  April  19th 
S.S.  Hoosier  State  sails  .  .  .  May  13th 

and  approximately  every  24  days  thereafter. 

Through  Hilt  aflnJing  iiiutdtoanjfrom  poirttt  btyonj  parti  of  cmll 
For  nlr*  tad  other  information  apply  to  any  railroad  or  louritt  s(rn<7,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

SOS  California  St.,  San  Fr«nci»co 

10  Hancmr  Squ.r..  N.  Y. 

•U  So.  Spring  St.,  Alr»ndri«  Hold.    Loi  Anf.U. 
M»n*rin(  A««nt«i  U.  S.  Shipping  Board 


100  A-l  Steel 
Steamers 


XAWSCO  LINES 


Fortnightly 
Sailings 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
PHILADELPHIA,  PA. 

NEW  YORK,  N.  Y. 
BALTIMORE,  MD. 


SAN  DIEGO 
LOS  ANGELES 
and  SAN  FRANCISCO 

OAKLAND 


ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  Mi-vice  from  NEW  YORK.  BOSTON  and  BALTIMORE 


Through   Billi-of -Lading  to  Hawaiian  Itlandt  and  the  Far  Ea*t 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


134  South  Fourth  Street.   Philadelphia 
36  Exchange  Street,  Portland 


Owners  and  Operators  II.  S.  Shipping  Board  Ships 

111  Summer  Street,  Boston 

11  Moore  Street,  New  York  City 

503  KeyMr  Building.  Baltimore 


601   BeaMmer  Building,  Pittsburgh 
112  Went   Adam*  Street,  Chicago 


or. 


ADMIRAL  LINE,  Pacific  Coast  Ports 
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No.  13527.     llartlun-K  Lumber  Co.,  Beaumont.  Tex.,  vs.  Beaumont,  Sour 
Lake  .<•    \\Vstein  i>t  al. 

I'njust.  unreasonable  and  unduly  prejudicial  rates  which  violate 
the  fourth  section  on  railway  tnieks  shipped  from  Kernan.  La.,  to 
Rartburz,  Tex.  Asks  for  establishment  of  Just,  reasonable  and 
non-prejudicial  rates  and  reparation. 

No.  13528.     Investigation  of  power  brakes  and  appliances  for  operating 
power  brake  system*. 

No.    13529.      Atlantic   Bltulithic    Co.,    Richmond     Va.,    vs.    Monongahela 
Power  &  Hy.  Co..  Director  General  et  al. 

Illegal   detention  charges  at  Viropa   Siding,   \V.    Va.,   on   112  cars' 
of  machinery  and  paving  material  brought  nbout  by  the  principal 
defendant's  lack  of  facilities  for  prompt  unloading.     Asks  repara- 
tion. 

No.  13530.    Charles  Emmerich  &  Co.,  Chicago,  111.,  vs.  Director  General. 
Unjust   an, l   unreasonable  rates  on  feathers  from  San  Francisco, 
originating  in  China,  to  Chicago.  111.     Asks  reparation. 

No.  13531.     The  What  Cheer  Beef  Co..  Providence,  R.  I.,  vs.  N.  Y.  N. 
H.  &  H. 

rnjust,  unreasonable,  unjustly  discriminatory,  unduly  preju- 
ilieiiil  and  preferential  practices  in  connection  with  the  delivery  of 
packing  house  products  at  Providence.  R.  I.  Complaint  alleges 
that  Swift.  Armour,  Morris  and  Cudahy  are  given  undue  advantage 
ami  asks  for  delivery  of  its  freight  on  the  heef  track  in  front  of 
its  building  and  the  same  service  at  that  point  as  Is  given  to  the 
above  named  packing  companies. 


MINGO    VALLEY    CONSTRUCTION 

A  certificate  of  public  convenience  and  necessity  has  been 
issued  to  the  Mingo  Valley  Railroad  Company,  to  construct  a 
branch  in  Washington  County,  Pa.,  from  a  point  on  the  Mononga- 
hela Railroad,  near  the  mouth  of  Mingo  Creek  to  a  connection 
with  the  Montour  Railroad,  a  distance  of  18.2  miles,  the  object 
being  to  connect  the  Montour  with  the  Monongahela  division 
of  the  Pennsylvania  and  with  water  transport  on  the  Mononga- 
hela River  at  Courtney,  Pa.  The  territory  tributary  to  the  pro- 
posed line  consists  of  coal  land,  of  which  the  United  States 
Steel  Corporation  owns  19,000  acres  and  the  Pittsburgh  Coal 


Company  17,000  acres.  A  mine  with  the  daily  capacity  from 
2,000  to  5,000  tone  is  to  be  opened  by  the  Pittsburgh  Coal  Com- 
pany at  the  end  of  the  proposed  new  line.  The  coal  in  that 
territory  is  a  high  grade  by-product  and  gas  coal  for  which  there 
is  a  continuous  demand.  The  outstanding  capital  stock  of  the 
applicant  is  $230.000,  owned  by  the  Montour  Railroad.  The  new 
line  is  estimated  to  coal  J573,897.-»-d»^  *»J""""» 


ABANDONMENT  OF  LEHIGH  VALLEY  BRANCH 
The  Commission  has  authorized  the  Ijehigh  Valley  to  abandon 
a  branch  line  in  Sullivan  and  Wyoming  counties,  Pennsylvania, 
extending  from  Ganoga  Lake  to  Ricketts,  a  distance  of  3.83 
miles.  No  objections  were  filed.  The  branch  line  which  is  to 
be  abandoned  was  owned  by  the  Loyalsock  Railroad  Company, 
a  subsidiary  of  the  Lehigh  Valley,  having  an  outstanding  capital 
stock  of  $825,000.  That  capital  stock  and  debenture  bonds 
amounting  to  $35,000  are  owned  by  the  Lehigh  Valley.  The 
Loyalsock  Railroad  is  50.27  miles  long,  and  it  is  a  branch  line 
of  that  particular  part  of  the  Lehigh  that  is  to  be  abandoned. 


ILLINOIS  CENTRAL  EQUIPMENT  CERTIFICATES 
The  Illinois  Central  has  been  authorized  to  assume  liability 
in  respect  of  $3,225,000  of  equipment  trust  certificates,  by  en- 
tering into  an  equipment  trust  agreement  under  which  the 
certificate  will  be  issued  by  the  Commercial  Trust  Company,  as 
trustee,  and  thereby  guarantee  payment  of  the  principal  of  the 
certificates  and  of  dividends  thereon  at  the  rate  of  5%  per  cent. 
The  Illinois  Central  desired  this  authorization  to  help  it  finance 
the  acquisition  of  350  refrigerator  cars,  500  gondolas,  of  the 
drop-bottom,  drop-end  type,  and  1,500  drop-bottom  composite 
gondolas,  at  an  estimated  cost  of  $4,071,500. 


Docket  of  the  Commission 


Note.     Items  in  the  Docket  marked  with  an  asterisk   (»>  are  new. 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
March  7 — Toledo,  O. — Examiner  Money: 

I.  and  S.  1489 — Intermediate  switching  charges  at  Toledo,  O. 
March  7 — Rochester,  N.  Y. — Examiner  Waters: 

13266 — In  the  matter  of  rates  on  and  classification  of  fresh  peaches 
within  the  state  of  New  York. 

*  12765 — Associated  Fruit  and  Vegetable  Industries  of  New  York  State 

et  al.  vs.  Ann  Arbor  et  al. 

March  8 — Philadelphia,  Pa. — Examiner  McQuillan: 
13295 — The  Atlantic  Refining  Co.  vs.  Director  General. 
13291 — Vim  Motor  Truck  Co.  vs.  Director  General. 
13311 — The  Wm.   Cramp  &   Sons  Ship  and   Engine  Building  Co.   vs. 

Director  General. 

March  8 — Bangor,  Me. — Public  Utilities  Commission  of  Maine: 
Finance    Docket    1720 — Application    for    authority    and    approval    of 

I.  C.  C.     in  the  matter  of  abandonment  of  operation  of  a  certain 

portion  of  the  line  of  railroad  of  Bangor  &  Aroostook  R.  R.  Co. 
March  9 — Parkersburg.  W.  Va. — Examiner  W.  H.  Wagner: 
11733 — Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  et  al. 
13320 — Parkersburg  Rig  and  Reel  Co.  vs.  C.  B.  &  Q.  et  al. 
13321 — Parkersburg  Rig  and  Reel  Co.  vs.  Pa.  R.  R.  et  al. 
13323 — Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O.  S.  W.  R.  R.  et  al. 
13324 — Parkersburg  Rig  and  Reel  Co.  vs.  W.  F.  R.  &  Ft.  W.  R.  R.  et  al 
13326 — Parkersburg  Rig  and  Reel  Co.  vs.   M.  K.  &  T.  Ry.   of  Texas 

et  al. 
13362 — Parkersburg  Rig  and  Reel  Co.  vs.  P.  &  R.  Ry.  et  al. 

March  9 — Louisville,  Ky. — Examiner  Cassidy: 
12713— The  Singer  Mfg.  Co.  vs.  111.  Cent.  R.  R.  et  al. 
12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  Ry.  et  al. 
12715 — The  Singer  Mfg.   Co.   vs.   Director  General,   C.   &   E.   I.   R.   R. 

et  al. 

12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
12887 — National  Veneer  and  Panel  Mfrs.  Assn.  et  al.  vs.  Aberdeen  & 

Rockflsh  et  al. 

March  9 — Philadelphia,  Pa. — Examiner  McQuillan: 

13254 — General  American  Tank  Car  Corporation  vs.  Pa.   R.  R. 

13256 — David  Lupton's  Sons  Co.  vs.  Pa.  R.  R.  et  al. 
March  9 — Spokane,  Wash. — Examiner  Hillyer: 

13241 — T.  J.  Murray  vs.  Director  General,  G.  N.  Ry.,  et  al. 

13315 — Arlington  Silver  Mining  Co.  vs.  G.  N.  Ry.    et  al. 
March  10— Chicago,  111. — Examiner  Money: 
I.  and  S.  1488 — Non-application  of  transit  privileges  on  deficiencies  in 

weight  of  grain. 
March  10 — Philadelphia,  Pa. — Examiner  McQuillan: 

13333 — Hercules  Powder  Co.  vs.  N.  Y.  C.  R.  R..  Director  General  et  al 

13343 — Schanck,  Hutchinson  &  Field  vs.  Pa.  R.  R. 
March  10 — Washington,  D  C. — Examiner  Kephart: 

12726 — Hagerstown  Chamber  of  Commerce  vs.  W.  Md.  Ry.    et  al. 
March  10 — Spokane,  Wash. — Examiner  Hillyer: 

13399— Centennial  Mill  Co.  vs.  Director  General,  O-W.  R.  R.  &  N.  Co 

13414 — Arlington  Silver  Mining  Co.  vs.  Director  General  and  G.  N.  Ry 
March  11 — Parkersburg,  W.  Va. — Examiner  W.  H.  Wagner: 

13446— R.  G.  Gillespie  vs.  C.  R.  1.  &  P.  et  al.    . 
March  13 — Kansas  City,  Mo. — Examiner  Khaii.il.lt: 

*  I.  and  S.   1483   (second  supplemental   order) — Horses  and  mules  from 

Kansas  City,  Mo.,  and  Wichita,  Kan.,  to  New  Orleans,  La.,  Mem- 
phis. Tenn.,  and  other  points. 

March  13 — Kansas  City,  Mo. — Examiner  Shanafelt: 
I.  and  S.  1483 — Horses  and  mules  from  Kansas  City.  Mo.,  and  Wichita, 
Kan.,  to  New  Orleans,  La.,  Memphis,  Tenn.,  and  other  points. 
I.   and   S.   1483    (first   supplemental    order) — Horses   and   mules   from 


Kansas  City.  Mo.,  and  Wichita,  Kan.,  to  New  Orleans,  La.,  Mem- 
phis. Tenn.,  and  other  points. 

March  13— New  York,  N.  Y.— Examiner  McQuillan: 
13120 — The  National  League  of  Commission  Merchants  of  the  U.  S 

vs.  Pa.  R.  R.  et  al. 

13120   (Sub.    No.    1) — American   Fruit   Growers,    Inc.,    New   York    di- 
vision, vs.  Pa.  R.  R. 

13120  (Sub.  No.  2)— Chas.  A.  Houck  vs.  Pa.  R.  R. 
13120  (Sub.  No.  3)— J.   &  G.   Lippman,  Inc.,  vs.   Pa.   R.   R. 
13120  (Sub.  No.  4)— M.  H  Bellman  vs  Pa.  R.  R. 
13120  (Sub.  No.  5)— I.  Lowenthal  vs.  Pa.  R.  R. 
13120  (Sub  No.  6)— J.  Pratt  Carroll,  Inc.,  vs.  Pa.  R.  R. 
13120    (Sub.    No.    7) — American   Fruit   Growers,    Inc.,    New   York    dt 

vision,  vs.  Pa.  R.  R. 
March  13 — New  York,  N.  Y. — Examiner  Barclay: 

12066 — Construction    and   repair   of   railway   equipment    (C.    R.    R.    of 

N.  J.). 
March  13 — Zanesville,  O.— Examiner  W.  H.  Wagner: 

13277— American  Clay  Products  Co.  vs.  Pa.  R.  R.  et  al. 
March  13 — Allentown,  Pa. — Examiner  H.  J.  Wagner: 

13278 — Trojan  Powder  Co.  vs.  P.  &  R.  Ry.  et  al. 
March  13 — Washington.  D.  C. — Examiner  Kephart: 

13109 — Star  Timber  Co.  vs.  C.  &  N.  W. 
March  13 — Seattle,  Wash. — Examiner  Hillyer: 
13136 — International    Lime    Co.    vs.    Director   General,    C.    M.    &    St 

P.  Ry. 

11767 — Thomas  W.  S'immons  &  Co.  vs.  Director  General. 
March  13 — Pittsburgh,  Pa. — Examiner  Gerry: 
13340 — Humphrey  Brick  and  Tile  Co.  vs.  Director  General,  Pa.  R.  R 

et  al. 

13242 — D.  Kellerman  vs.  Director  General. 
March  13— Chicago,  111. — Examiner  Money: 
13032 — Comision  Reguladora  Del  Mercado  De  Henequin  vs.   Director 

General. 

13395 — Comision   Reguladora  del   Mercado   de   Henequen   vs  Director 
General. 

March  13 — Memphis,  Tenn. — Examiner  Cassidy: 

i.  and  S.  1431   (and  first  supplemental  order) — Cotton  and  cotton  lint 

ers  from  Mississippi  Valley  points. 
March  14 — Pittsburgh,  Pa. — Examiner  Gerry: 

13306 — Armstrong  Cork  and  Insulation  Co',  vs.   Pa.  R    R. 
*   12143— Gulf  Refining  Co.  of  La.   vs.   St.  L.-S.  F.  et  al. 
March  14 — Chicago,  HI. — Examiner  Money: 

13347 — Armour  &  Co.  vs.  Director  General. 

12423 — Armour  &  Co.  et  al.  vs.  A.  C.  L.,  Director  General  et  al. 

I.  and  S.  1494 — Application  of  class  rates  on  fresh  meat  and  dressed 

poultry  from  Chicago  and  other  points  to  gulf  ports  for  export. 
March  14 — New  York,  N.  Y. — Examiner  McQuillan: 

13349 — David  Kaufman  &  Sons  Co.  vs.  C.  R.  R.  of  N    J    et  al 

13339 — Coastwise  Lumber  and  Supply  Co.,  Inc.,  vs.  B.  &  O. 
March  14 — Kansas  City,  Mo. — Examiner  Shanafelt' 

13237— Kansas  City  Hay  Dealers'  Assn.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
March  14 — Seattle,  Wash.— Examiner  Hillyer: 

1 3386 — Rex  Metal  Works  vs.  Director  General,  Nor.  Pac.  Ry.  et  al 

13317 — Mitsui    &    Co.,    Ltd..    vs.    Director    General,    O.-W     R.    R     & 

Nav.  Co. 
March  15 — Argument  at  Washington.  D.  C. : 

11304 — American  Smelting  and  Refining  Co.  ct  al.  vs.  Director  Gen- 
eral. B.  &  O.,  et  al. 

11299 — William  Wylle  Beall  vs.  Wheeling  Traction  Co 

11299  (Sub.  No.  1) — Chas.  J.  Schuck  vs.  Wheeling  Traction  Co 

12688 — The  Republic  of  France  vs.  Erie. 

March  15— Seattle,  Wash.— Examiner  Hillyer: 
13452 — Frank  I'.  Dow  Co.,  Inc.,  vs.  Director  General. 
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THE  W.  L.  RICHESON  CO. 


INCORPORATED 


FREIGHT  BROKERS 
AND  FORWARDERS 


Export  Shipping  for  Account  of 
Principals  Throughout  the  World. 


Main  Office 

Suite  1317-1326  Hibemia  Bank  Building 
NEW  ORLEANS 


401  Produce  Exchange 
NEW  YORK  CITY 


2nd  Floor  Steele  Bldg. 
GALVESTON 


515  Railway  Exchange  Bldg. 
KANSAS  CITY,  MO. 


Direct  Private  Wire  Service  Between  Nfw  Orleant. 
New  York  and  Calve*  ton 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct    Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dairen 


SS  WEST  MOMENTUM   .  Mar.  « 
SS  WEST  KAOER  ....  Mar.  27 


SS  US  VEGAS April  17 

SS  EASTERN  SAILOR  .  .  May  8 


Shanghai,  Manila  and  Hongkong 

SS  WEST  CAYOTE  ...  Mar.  17 
SS  WEST  KEATS  ....  April  17 
SS  VINITA  ........  May  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Port* 

tot  information  ragardinc  Space,  Rate*,  etc..  apply  t» 

UNITED  AMERICAN  LINES,  INC,  M  •"tf.-'fcrk  c,,y 
UNITED  AMERICAN  LINES,  INC.,  »»  ^^jJ^Sj.  Str~t- 
R.  T.  JOHNS  &  COMPANY,  INC,  C 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 

509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  farther  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Writ*  lor  IllutlrmlmJ  goom.  Port    Mapt  and  Harbor  Information 

Board    of    Harbor    Commissioners 

EDGAR  McKEE,  President 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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March  15 — New  York,  N.  Y. — Examiner  McQuillan: 

13229 — Spencer  Kellogg  &  Sons,  Inc.,  vs.  D.  L.  &  W.  et  al. 
13316 — Spencer  Kellogg  &  Sons.  Inc.,  vs.  W.  S.  R.  R.  et  al. 
March  15 — Chicago,  111.— Examiner  Money: 

13284 — French  Battery  and  Carbon  Co.  vs.  C.  &  N.  W.  et  al. 
March  15 — Cincinnati,  O.— Examiner  W.  H.  Wagner: 

13258 — Webb  Fuel  Co.  vs.  Director  General. 
March  16 — Argument  at  Washington,  D.  C.: 
12081— Fairmont  &  Cleveland  Coal  Co.  vs.  B.  &  O. 
12082 — Fairmont  &  Cleveland  Coal  Co.  vs.  Monongahela. 
12083 — New  River  Co.  et  al.  vs.  Virginian. 
12084 — New  River  Co.  et  al.  vs.  C.  &  O. 

12362— Bell  &  Zoller  Coal  Co.  et  al.  vs.  B.  &  O.  S.  W.  et  al. 
12399— Vigo  Mining  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al. 
March  16— Cincinnati,  O. — Examiner  W.  H.  Wagner: 

13220 — Cincinnati  Assn.  of  Purchasing  Agents  vs.  L.  &  N. 
March  16— Washington,  D.  C.— Examiner  Kephart: 
.  and  S.  11— Tap  line  case— Petition  of  Natchez,  Columbia  &  Mobile 

R.  R. 
March   16 — Chicago.  111. — Examiner  Money: 

13230 — American  Farm  Bureau  Federation  vs.  A.  G.  S.  et  al. 
March  16 — Seattle,  Wash. — Examiner  Hlllyer: 

13246— Wenatchee  Valley  Fruit  Exchange  vs.  Nor.  Pac.  Ry.  et  al. 
March  16 — Cleveland,  O. — Examiner  Gerry: 
12490 — National    Petroleum   Assn.    et   al.    vs.    Director    General.    Pa. 

R.  R.,  et  al. 

13300— Rockwood  Sprinkler  Co.  of  Illinois  vs.  Director  General. 
12552 — The  National  Petroleum  Assn.  et  al.  vs.  Director  General,  Pa. 

R.  R.  et  al. 
March  17 — Ft.  Worth,  Tex.— Examiner  Mackley: 

I.  and  S.  1487 — Routing  on  sheep  from  K.  C.  M.  &  O.  Texas  points  to 

Kansas  City,  Chicago  and  other  points. 
March  17 — Argument  at  Washington,  D.  C.: 
11980 — Michigan  R.  R.  Co.  vs.  Pere  Marquette  et  al. 
I.  and  S.  1463 — Actual  mileage  to  determine  rates  on  milk  and  cream 

by  express  between  points  west  of  the  Mississippi  River. 
I.  and  S.  1427 — Reciprocal  switching  at  Kansas  City,  Mo.,  and  Kansas 

City,  Kan. 

March  17 — Cleveland,  O. — Examiner  Gerry: 
13276— The  Dey  Mfg.  Co.  vs.  P.  &  R.  Ry.  et  al. 
13133— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.  Director  General,  Can. 

Pac.  Ry.  et  al. 
13133   (Sub. -No.  1) — North  Star  Oil  and  Ref.  Co.,   Ltd..  vs.   Director 

General.  C.  R.  I.  &  P.  et  al. 
13133  (Sub.   No.  2)— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.   Director 

General,  K.  C.  M.  &  O.  et  al. 
13133  (Sub.   No.  3) — North  Star  Oil  and  Ref.  Co.,  Ltd.,   vs.   Director 

General,  B.  &  O.  et  al. 
13133  (Sub.   No.  4) — North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.   Director 

General.  B.  &  O.  et  al. 
13133   (Sub.   No.  5)— North  Star  Oil  and  Ref.  Co..   Ltd.,  vs.   Director 

General.  Can.  Pac.  et  al. 
13133   (Sub.   No.  6) — North  Star  Oil  and  Ref.  Co..  Ltd..  vs.  Director 

General.  Can.  Pac.  et  al. 
13133   (Sub.   Noi  7)— North  Star  Oil  and  Ref.  Co.,   Ltd.,  vs.   Director 

General,  Can.  Pac.  et  al. 

13133  (Sub.  No.  8) — North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.  Director 
General,  Can.  Pac.  et  al. 

March  17 — Chicago,  111. — Examiner  Money: 

13181 — Burlington  Shippers'  Assn.  et  al.  vs.  A.  C.  &  Y.  et  al. 

March  17 — Seattle,  Wash. — Examiner  Hillyer: 

I.  and  S.  1486 — Proportional  class  rates  between  Seattle,  Tacoma, 
Wash.,  and  Portland,  Ore. 

March  17 — Washington,  D.  C. — Examiner  Kephart: 
13281— Smokeless  Fuel  Co.  et  al.  vs.  N.  &  W. 

March  17 — Vieksburg,  Miss. — Examiner  Cassidy: 
13250— The  Tallulah  Cotton  Oil  Co.  vs.  Mo.  Pac.  et  al. 

March  17 — New  York,  N.  Y. — Examiner  McQuillan: 
13327 — John  Hawkins  &  Sons  vs.  Director  General  and  Erie. 
13329— Alpha  Portland  Cement  Co.  vs.  Pa.  R.  R.     Portions  of  Fourth 

Section  App.  1625  of  C.  C.  McCain. 
March  18 — Seattle,  Wash. — Examiner  Hillyer: 
13374 — Cascade  Timber  Co.  and  North  Coast  Timber  Co.  vs.  Director 

General,  C.  M.  &  St.  P.  et  al. 
March  18 — Argument  at  Washington,  D.  C.: 
»  I.  and  S.  1455 — Intermediate  switching  charges  at  Peoria  and  Pekin, 

111. 

13110— The  Minneapolis'*  St.  Louis  R.  R.  Co.  vs.  P.  &  P.  U. 
March  18 — Natchez.  Miss. — Examiner  Cassidy: 

13268— Natchez  Chamber  of  Commerce  et  al.  vs.  the  111.  Cent,  et  al. 
March  18 — Cleveland.  O. — Examiner  Gerry: 
8479— American   Fork   and    Hoe   Co.    et   al.    vs.    St.    L.-S.    F.    R.    R., 

Director  General  et  al. 
March  18 — Buffalo,  N.  Y. — Examiner  H.  J.  Wagner: 

13287 — Covert  Gear  Co.,  Inc.,  et  al.  vs.  Pa.  R.  R.  et  al. 
March  18 — Tulsa,  Okla. — Examiner  Shanafelt: 

13286 — Empire   Refineries,    Inc.,    vs.   Director   General,    Midland   Val- 
ley et  al. 
13302 — Barnsdall   Refining  Co.,   Bighart  Producing  and   Refining  Co.. 

vs.  C.  of  Ga.  et  al. 
March  18 — New  York,  N.  Y. — Examiner  McQuillan: 

12544 — Swift  &  Co.  vs.  Director  General,  Erie  R.  R.  et  al. 
March  20— Argument  at  Washington,  D.  C.: 

*  12357 — Ogden  Packing  and  Provision  Co.  vs.  D.  &  R.  G.  et  al. 

*  12741 — Nevada  Packing  Co.  vs.  Sou.   Pac.  et  al. 
March  20— Omaha,  Neb. — Examiner  Disque: 

13273 — In  the  matter  of  interstate  and  intrastate  rates  on  ordinary 
live  stock,  in  carloads,  from  points  in  Nebraska  to  Omaha  and 
South  Omaha.  Neb.,  in  their  relation  to  rates  on  the  same  commod- 
ity, in  carloads,  from  points  in  Nebraska  to  Kansas  Cjty  and  St. 
Joseph,  Mo.,  and  Sioux  City,  la. 
March  20 — Washington,  D.  C. — Examiner  Kephart: 

5504 — The  Cotton  Manufacturers'  Assn.  of  South  Carolina  vs.  C.  C.  & 
O.  Ry.  of  S.  C.  et  al.     (Reasonableness  of  rates  via  Va.  &  S.   W. 
R.  R.) 
March  20 — New  Orleans.  La. — Examiner  Cassidy: 

I.  and  S.  1320 — Oil  from  Texas  ports  to  Sulphur  Mine,  Ln. 
March  20 — Washington,  D.  C. — Examiner  Bartel: 

13421 — In  the  matter  of  rates  on  hunker  coal. 

Portions  of  fourth  section  apps.  703  of  A.  C.  L.  R.  R. :  1479  of  C.  C. 
&  O.  Ry.:  1760  of  C.  &  O.  Ry.;  1548  of  Sou.  Ry.:  and  1573  of  S.  A. 
L.  Ry.,  and  others  involving  rates  on  bunker  coal. 


March  20 — Chicago,  111. — Examiner  Money: 

13028— George  Oreen  Lumber  Co.  et  al.  vs.  Ann  Arbor  R.  R.  et  al. 
March  20 — Toledo,  O. — Examiner  Gerry: 

13328— The  Seneca  Wire  and  Mfg.  Co.  vs.  L.  E.  &  W.  R.  R.  et  al. 
March  20 — Houston,  Tex. — Examiner  Mackley: 

I.  and  S.  1485— Coffee  from  gull  ports  to  interstate  points. 

I   and   S.   1485   (first  supplemental   order) — Coffee  rfom   gulf  ports   to 

interstate  points. 
March  20— Buffalo,  N.  Y.— Examiner  H.  J.  Wagner: 

13367— The  Board  of  Commerce,  Inc..  of  LocKport.   N.   Y.,   vs.   N.   Y. 

C.  et  al. 
March  20 — Tulsa,  Okla.— Examiner  Shanafelt: 

13102— Producers'  Refining  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
March  20— Tacoma,  Wash.— Examiner  Hillyer: 

13344 — Stone-Fisher  Co.  vs.  Director  General.  C.  M.  &  St.  P. 
March  20— Washington,  D.  C.— Examiner  Eshelman: 

Valuation    Docket   51 — In   re  valuation   of   property   of   Evansville   & 

Indianapolis  R.  R. 
March  20— St.  Louis,  Mo.— Examiner  W.  H.  Wagner: 

13217 — Illinois  Glass  Co.  vs.  Director  General.  111.  Term.  R.  R. 

13155 — Roman  &  Bush  Pig  iron  and  (Joke  Co.   vs.  Director  General, 

W.  Md.  Ry.  et  al. 
March  21 — Chicago,  111. — Examiner  Hosmer: 

12U/1 — Adriatic  Mining  (Jo.  et  ui.   va.  (-.   at.  N.    W.   Ry.  Co.  et  al. 
March  21 — Argument  at  Washington,  D.  C. : 

12112 — Texas  bteel  Co.  (R.  S.  collin  and  W.  H.  Lantz,  receivers)  vs. 
Director  General,  C.  R.  1.  &  P.  et  al. 

12412  (Sub.   No.  1)— Texas  Steel  (Jo.   (R.  S.  Collin  and  W.  H.  Lantz, 
receivers)  vs.  Director  General.  C.  R.  1.  &  P.  et  al. 

11889 — Port  Arthur  Chamber  of  Commerce  and  Shipping  vs.   Texar- 

kana  &  Ft.  Smith  Ry.  et  al. 
March  21 — New  Orleans,  La. — Examiner  Cassidy: 

13290 — Secretary  of  Vvar,  operating  Mississippi-Warrior  Service,   vs. 

Aberdeen  &  Rockflsh  et  al. 
March  21 — Washington,  D.  C.— Chief  Examiner  Quirk: 

I13O/ — The    UIUKI    01    United    commercial    Travelers   of   America    vs, 

Pullman  Co.  (further  hearing). 
March  21— Chicago,  111. — Examiner  Money: 

13283— General  Gas  Light  Co.  vs.  Ala.  Gt.  Sou.  R.  K.  et  al. 
March  21 — St.  Louis,  Mo. — Examiner  W.  H.  Wagner: 

12684 — Indiahoma  Kef.  Co.  vs.  Director  General,  C.  &  A.  R.  R.  et  al. 

12ob1  (and  Sub.  No.  1) — Indiahoma  Ref.  Co.  vs.  Director  General,  the 

Ahmtpee  «c  Western  Ry.  et  al. 
March  21 — Detroit,  Mich. — Examiner  Gerry: 

13252 — St.  Clair  Brick  Co.  vs.  Director  General,  Grand  Trunk  West- 
ern Ry.  et  al. 

13243 — Vv  abash  Portland  Cement  Co.  vs.  Ann  Arbor  R.  R.  et  al. 

13289 — Mark  McFadden  vs.  Director  General. 

132o9  (Sub.  No.  1) — K.  L.  Aylward  vs.  Director  General. 

13289  (Sub.  No.  2) — Mark  McFadden  vs.  Director  General. 

13289  (Sub.  No.  3) — West  Side  Coal  Co.  vs.  Director  General. 

13289  (Sub.  No.  4) — Schmied  Coal  and  Lumber  Co.  vs.  Director  Gen-| 
eral. 

13289  (Sub.  No.  5) — West  Side  Coal  Co.  vs.  Director  General. 

13289  (Sub.   No.  6) — A.  L.  Aylward  vs.  Director  General. 

13289   (Sub.   No.  7) — A.  L.  Aylward  vs.  Director  General. 

13289  (Sub.  No.  8) — Union  Coal  Co.  vs.  Director  General. 

13289  (Sub.  No.  9) — Mark  McFadden  vs.  Director  General. 

13289  (Sub.  No.  10) — F.  E.  Burdette  Coal  Co.  vs.  Director  General. 
March  22 — Argument  at  Washington,  D.  C.: 

11117 — Magnolia  Provision  Co.  vs.  Director  General,  A.  C.  L.  et  al. 

11495 — Magnolia  Provision  Co.  et  al.  vs.  Abilene  &  Southern  et  al. 

12880 — Dean  Mill  Co.  vs.  Mo.  Pac.  et  al. 

12409 — H.  W.  Garrow  &  Co.  et  al.  vs.  Director-General,  G.  H.  &  S.  A. 

et  al. 
March  22 — Ft.  Worth.  Tex.— Examiner  Shanafelt: 

I.  and  S.  1491 — Refined  petroleum  from  Oklahoma  to  southern  Illinois. 
March  22 — New  Orleans,  La. — Examiner  Cassidy: 

13299 — New  Orleans  Refining  Co..  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 

13336 — Neal  Veneer  Co.  vs.  Marianna  &  Blountstown  R.  R.  et  al. 

March  22 — Portland,  Ore. — Examiner  Hillyer: 
13085 — Sullivan  Lumber  Co.  vs.  Director  General. 
13199 — West  Coast  Lumbermen's  Assn.   et  al.   vs.   Director  General, 

Sou.  Pac.  Co.  et  al. 
13211 — West  Coast  Lumbermen's  Assn.  et  al.  vs.  Abilene  &  Southern 

et  al. 

March  22 — Chicago,  111. — Examiner  Money: 

I.  and  S.  1490 — Grain  from  111.  Cent.  R.  R.  Illinois  points  to  New  Oi- 
leans.  La.,  for  export. 

March  23 — Argument  at  Washington,  D.  C. : 

12419 — National  Rolling  Mill  Co.  vs.  Director  General,  B.  &  O.  et  al. 
12553 — Indiana  Board  and  Filler  Co.  vs.  Director  General  and  B.  &  O. 
12553  (Sub.  No.  1) — Indiana  Board  and  Filler  Co.  vs.  Director  General 

and  B.  &  O. 
12654 — Terre  Haute.  Indianapolis  &  Eastern  Traction  Co.  vs.  Director 

General.  C.  C.  C.  &  St.  L.  et  al. 

12454 — Cannelton  Sewer  Pipe  Co.  vs.  Director-General  and  Sou.   Ry. 
12454    (Sub.    No.    1) — Huntingburg   Pressed    Brick    Co.    vs.    Director- 
General  and  Sou.  Ry. 

12454  (Sub.  No.  2) — U.  S.  Hame  Co.  vs.  Director-General  and  Sou.  Ry. 
12524 — Indiana  Cotton  Mills  vs.  Director-General  and  Sou.  Ry. 
12524  (Sub.  No.  1) — John  Obrecht  Sons'  Mfg.  Co.  vs.  Director-General 

and  Sou.  Ry. 
12524  (Sub.  No.  2)— Tell  City  Woolen  Mills  vs.  Director-General  and 

Sou.  Ry. 

12524  (Sub.  No.  3)— U.  S.  Brick  Co.  vs.  Director-General  and  Sou.  Ry. 
12524  (Sub.  No.  4) — Tell  City  Furniture  Co.  vs.  Director-General  and 

Sou.  Ry. 

12524  (Sub.  No.  5) — Knott  Mfg.  Co.  vs.  Director-General  and  Sou.  Ry. 
12524  (Sub.  No.  6) — Tell  City  Flouring  Mills  vs.  Director-General  and 

Sou.  Ry. 
12524  (Sub.  No.  7)— Tell  City  Water  &  Light  Co.  vs.  Director-General 

and  Sou.  Ry. 
Fourth  Sections  App.  12099  of  P.  R.  R. 

March  23 — Chicago,  111.- — Examiner  Money: 

13239 — Swift  &  Co.  vs.  Director  General,  as  agent. 
March  23 — Battle  Creek,  Mich. — Examiner  Gerry: 

13204 — Kellogg  Toasted  Corn  Flake  Co.  vs.  Ann  Arbor  et  al. 
March  24 — Kansas  City,  Mo. — Examiner  W.  H.  Wagner: 

I.   and    S.    1493 — Interchange   switching   charges   at   Missouri    Pacific 

R.  R.  stations  in  Kansas  and  Missouri. 
March  24 — Argument  at  Washington,  D.  C.: 

12489 — Refinite  Co.  vs.  Director  General  and  C.  B.  &  Q. 

12494 — Skinner  Mfg.  Co.  vs.  Director-General,  C.  B.  &  Q.  et  al. 


March  4,  1922 


THE    TRAFFIC    WORLD 


519 


SER  VICE  AND  PROGRESS 

The  test  of  the  efficiency  of  an  ocean  terminal  lies 
in  its  ability  to  keep  all  its  facilities  constantly  employed. 

Pier  One  has  answered  by  forcing  a  50%  increase 
in  storage  space,  a  duplication  of  its  handling  equipment 
and  a  doubling  of  berthing  space  for  vessels. 

•* 

We  say  it  with  service. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  U.  S.  A. 


Baltic    Scandinavian 

FAST    FREIGHT    SERVICE 

TO 

Copenhagen,  Danzig,  Reval  •    Helsingfors 

Other  Baltic-Scandinavian  Ports  as  Cargo  Offers 
U.  S.  S.  B.  A  1  Steel  Steamers  Carrying  U.  S.  Mail 

FROM  PHII  ADKI.PHIA 
-^  .K.xkaway  Park      ....  Sailed 

3.  •>    K.iMport Late  March 

FROM   NI-AV  YORK 
-    -   Rockaway  Park      ....     March  8th 

^    Kastport Late  March 

(Now  Receiving  Pier  *».  Brooklyn 

Through  Bills  of  Lading  to  all  Baltic  and  Scandinavian  Ports 
When   shipping  to    Baltic- Scandinavian    Port*    tptcifv 

OUSQUEHANN A 

•^••J    Steamship  Company,  Inc.    «*^iV 

2  Stone  Street   rw.i~h.i~.  mis   New  York  City 

S.  L.  BURGESS  &  CO.,  Agents 

92*  Lafayette  Bldf .    "•—  U-k~«»7l    Philadelphia,  Pa. 


TACOMA 

and  the  Pacific  Northwest 


Mr.  Traffic  Manager, 
Mr.  Sales  Manager — 

We  call  your  attention  to  recent  rate  changes 
in  this  territory  which  may  prove  costly  to  you 
and  which  warrant  careful  investigation  into 
the  warehousing  and  distribution  of  goods  in 

THE  PACIFIC  NORTHWEST 


Whitworth  Transfer  &  Storage  Co.,  Inc. 

Tacoma,  Washington 

Write  for  condensed  achedule  of  claia  rate*  applying  to  principal 
pointi  tributary  to  Tacoma      Addreai  Traffic  Dept. 

All  Southwestern  Washington  points  exclusive  Tacoma  territory 

on  basis  of  freight  rates. 
Points  north  and  east  on  a  parity  with  other  Northwest  cities. 

We  specialize  in   Merchandise  Stock*,   Storage 

Account*  and  Carload*  for  distribution. 

Rates  on  application. 

Trrmintl  Warehouse  r  irililir i — No  Swilrhinj  Charge  on  Carloads 
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12460 — The  Oklahoma  National  Live  Stock  Exchange  et  al.  vs.  Di- 
rector-General, Abilene  &  Southern  et  al. 

12757 — Texas  Live  Stock  Shippers'  Protective  League  et  al.   vs.   Di- 
rector-General and  Southwestern  Ry.  Co.  of  Texas. 
March  24 — Chicago,   111. — Examiner  Money: 
11757 — Chicago,   St.   I'aiil.    Minneapolis   *   Omaha   Ry.   Co.   et  al.    vs. 

Great  Lakes  Transit  Corp. 
March  24 — Boston,  Mass. — Examiner  II.  J.  Wagner: 

13408 — The  A tWOOd- Crawford  Co.  vs.  Boston  &  Maine  et  al. 
March  25—  Argument   :it   Washington.  IX  < '. : 
12076 — Armour  &  Co.  vs.  Nor.  Pac.,  Director  General,  et  al. 
12400 — Armour  &  Co.  vs.  A.  G.  S.,  Director-General,  et  al. 
12400  (Sub.   No.  1)— J.  Hungerford  Smith  Grape  Juice  Co.  vs.  A.   G. 

S.,  Director-General,  et  al. 

12600 — The  Welch  Grape  Juice  Co.  vs.  A.  C.  L.,  Director-eneral,  et  al. 
12483 — J.  Hungrrford  Smith  Grape  Juice  Co.  vs.  A.   T.  &  S.  F.,  Di- 
rector-General, et  al. 

12583 — Morris  &  Co.  vs.  Director-General,  Mo.  Pac.,  et  al. 
March  25 — Houston.  Tex.— ICxamiNt-r  SlmimlVIt: 

6606 — Southern  Pacific  Co.'s  ownership  of  Atlantic  S.  S.  Lines. 
March  25 — Omaha.  Neb. — Examiner  W.  H.  Wagner: 

I.  and  S.  1480 — Transit  privileges  on  grain  at  Sch»yler.  Neb. 
March  25 — Mrridi.-m.  Miss. — Examiner  Cassidy: 

13285— Imperial  Cotton  Oil  Co.  vs.  A.  G.  S.  et  al. 
March  25 — San  Antonio,  Tex. — Examiner  Mackley: 
84187-Railroad   Commission   of   Louisiana   vs.   Aransas   Harbor   Ter- 
minal et  al. 

3918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W.  et  al. 
8920 — Railroad   Commission   of  Louisiana   vs.   St.    L.    S.    F.    &    T.    Ry. 

et  al. 

I.  and  S.  710— Eastern  Texas  class  rates. 
I.  and  S.  729 — Class  rates  to  Shreveport.  La. 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
(Refined  petroleum  and  commodities  taking  same  rates  from 
Somerset  to  San  Antonio,  Tex.) 

March  25 — Boston.  Mass. — Examiner  H.  J.  Wagner: 
13208 — Boston  Wool  Tnfide  Assn.  vs.  Director  General. 
13318 — Boston  Wool  Trade  Assn.  vs.  Director  General. 
March  27 — Washington.  D.  C. — Examiner  Kephart: 
*  12959— The  Colt-Alber  Chautauqua  Co.  et  al.  vs.   Albany  &  Susque- 

hanna  et  al. 

March  27 — Galveston,  Tex. — Examiner  Mackley: 
12798— Cralveston  Commercial  Association  vs.  G.  H.  &  S.  A. 
I.  and  S.  1461 — Cottonseed  products  from  Texas  to  New  Orleans,  La., 

and  sub-ports  for  export. 

Fourth  Section  Apps.  11516  and  11582  of  A.  C.  Fonda  (in  connection 
with  No.  12798). 

March  27 — Argument  at  Washington,  D.  C.: 

13065— Pittsburgh  Steel  Co.  vs.   Director  General.  Pa.   R.  R.,   et  al. 

12607 — Homestead  Valve  Mfg.  Co.  vs.  Director  General,  P.  &  L.  E. 
et  al. 

12917 — Central  Iron  &  Steel  Co.  vs.  Director-General. 
March  27 — Montgomery,  Ala. — Examiner  Cassidy: 

13288 — Davis  Grocery  Co.  vs.  A.  &  W.  P.  et  al. 

March  27 — Chicago.  111. — Examiner  Money: 

12592 — Lehigh  Portland  Cement  Co.  vs.  A.  G.  S.  et  al.  Such  fourth 
section  departures  as  may  exist. 

March  27 — Omaha.  Neb. — Examiner  W.  H.  Wagner: 

I.  and  S.  1482 — Berries  and  fruit  from  Arkansas,  Louisiana  and  Texas 

to  Grand  Island  and  Hastings,  Neb. 
March  27 — Wausau.  Wis. — Examiner  Gerry: 

13341— Brown  Land  and  Lumber  Co.  vs.  C.  &  N.  W. 

March  27— San  Francisco,  Calif.— Examiner  Hlllyer: 
.    and   S.    1478 — Routing   restrictions   on    lumber   from   California    and 
Nevada  to  Colorado  destinations. 


March  27— New  York.  N.  Y.— Examiner  H.  J.  Wagner: 
4662— Legality  of  express  franks— In  the  matter  of  the  issuance  and 

use  of  passes,  franks  and  free  passenger  service. 
March  28 — Argument  at  Washington,  D.  C.: 
12634 — Hewitt  Wilcox  Coal  Co.  et  al.   vs.  Director-General,   D.  L.  & 

W..  et  al. 

12732 — Helena  Traffic  Bureau  et  al.  vs.  Director-General  and  Mo.  Pac. 
12732    (Sub.    No.    1)— Buckeye   Veneer   Co.   vs.    Director-General   and 

Mo.  Par. 

12923 — Pioneer  Lumber  Co.  et  al.  vs.  Director-General  and  Nor.  Pac. 
13021   (and  Sub.  No.  1)— The  Wyoming  Sugar  Co.  vs.  Director-Gen- 
eral and  C.  B.  &  Q. 
March  28 — Birmingham,  Ala.— Examiner  Cassidy: 

13312 — Birmingham  Commission  Co.  vs.  Director  General  and  I.  C. 
March  28 — Itciiiunont,  Tex. — Examiner  Shanafelt: 

12897— Eastern  Texas  Electric  Co.   vs.   Director  General,  T.  &  N.  O. 

et  al. 

March  28 — San  Francisco.  Calif. — Examiner  Hillyer: 
13351— Rolph  Mills  &  Co.  vs.  Director  General. 
13373 — Rolph  Mills  &  Co.  vs.  Director  General. 
March  29 — Washington,  D.  C. — Examiner  Kephart: 
13325 — American  Trona  Corp.  vs.  A.  T.  &  S.  F.  et  al. 
13280 — American  Trona  Corp.  vs.  Sou.  Pac.  et  al. 
March  29— Argument  at  Washington,  D.  C.: 
12882 — Moore  &  Moore,  Inc.,  vs.  Director-General. 
12930— Carney  Cement  Co.  vs.   Director-General,   C.  St.  P.,  II.   &   O. 
12317 — Lackawanna  Steel  Co.  vs.  Director-General. 
12373 — Kneeland-Bigelow   Co.   et  al.   vs.   Director- General   and   Mich. 
Cent. 

Marc1!  29 — Chicago,  111. — Examiner  Money: 
12701,  12702.  12704,  12710,   12824 — The  Atlas  Portland  Cement  Co.  vs. 

C.  B.  &  Q.  et  al. 
12704   (Sub.   No.  1)— lola  Cement  Mills  Traffic  Assn.  et  al.  vs.  C.  B. 

&  Q.  et  al. 

12704  (Sub.  No.  2) — Lehigh  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12704  (Sub.   No.  3) — Oklahoma  Portland  Cement  Co.  vs.  C.  B.  &  Q. 

et  al. 

12871 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
13387— Missouri  Portland  Cement  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
March  29 — Minneapolis,  Minn. — Examiner  Gerry: 
13074 — The   Northwestern   Traffic   and    Service   Bureau   vs.    Director 

General. 

13206 — Minneapolis  Gas  Light  Co.  et  al.  vs.  Director  General. 
March  29 — San  Francisco,  Calif. — Examiner  Hillyer: 
13354 — Caldwell  Shipping  Co.  vs.  Director  General. 
March  29 — San  Francisco,  Calif. — Examiner  Hillyer: 

13332 — Getz  Bros.  &  Co.,  Inc.,  vs.  Director  General. 
March  30 — Kansas  City,  Mo: — Examiner  W.  H.  Wagner: 
*  13523 — Board  of  Trade  of  Kansas  City,  Mo.,  et  al.  vs.  A.  T.   &  S.  F. 

et  al. 

March  30 — Minneapolis,  Minn. — Examiner  Gerry: 
13263 — Washburn-Crosby  Co.  vs.  Director  General. 

March   30 — San   Francisco.   Calif. — Examiner  Hillyer: 
13352— W.  P.  Fuller  &  Co.  vs.  Sou.  Pac.  Co. 
13424 — Tulare  Mining  Co.   vs.   Director  General,   Sou.   Pac.   Co. 


GENERAL   RATE  ARGUMENT 

The   Traffic   World   Washington  Bureau 

Bulletin:  The  Commission  announced,  late  March  3.  that 
20  hours  would  be  allowed  for  argument,  next  week,  on  its  gen- 
eral rate  investigation.  Eight  will  be  given  to  the  carriers  and 
twelve  to  the  shippers.  BriefSi,will  be  received  up  to  March  15. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Statements  of  Issues  involved  in  all  Complaint  and  Answer  Cases  filed 
with  the  Commission  can  be  furnished  in  advance  of  hearings 

Official  Reporters,  Interstate  Commerce  Commission 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN 


GEORGE  L.  BOYLE 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special   attention   to   Freight   Rate   Adjustments 

and   Practice    before    the   Interstate 

Commerce  Commission 

Room  806  American  National  Bank   Building 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDQ.,  WASHINGTON,  D.C. 

(Tor  t  number  of  years  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  years  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Munsey  Bldg.,  Washington.  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central   Trust    Building. 

St.  Louis.  Me. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone.  Msln  3S40 


CHICAGO 

41».«30  S.  MARKET  STREET 
Telephone.  Harrlion 


Three 
Exclusive  Features  of 

Mid -West  Boxes 


i 


2 


Triple  tapecorners  —a  patented 
reinforcement  that  prevents 
tapes  splitting  and  peeling. 

Offset  score  makes  end  flaps 
close  with  a  tight,  strong,  per- 
fect contact. 


O  Waterproof    corrugated    con- 
**  tainers.     Ideal   for   export,    for 
conditions  or  contents  that  de- 
mand complete  protection  from 
heat,  cold  and  waiter. 


A  corps  of  experienced  pack- 
age designers  are  maintained 
to  help  our  customers  solve 
their  packing  problems.  Our 
"Perfect  Package"  Data  Sheet 
has  saved  other  concerns 
thousands  of  dollars — free  on 
request. 


MID- WEST  Box  COMPANY 


Corrusited 

Fibre  Board 

Products 


Cl*«l.nd.  Ohio 

Fairmont.  W  V.. 

Chicago 


Solid  Fibre 
Containers 

General 

Offices 

Conway  Building 
Chicago 


We  operate  our  own   Bozboard  and  Strawboard  Mill* 
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PAGE  &  JONES 


IVIOQI 


AL.ABAIN/IA 


Rand  Mi-Nuhy  &  Co. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile   to  Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
GEO.  C.  McLAUGHLIN,  Manager 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER,  Manager 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 


CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  West  Adams  Street 


March  11.  1922 


THE    TRAFFIC    WORLD 


523 


Wetzel  Drop  Front 
Tariff   Files 


(PATENTED) 


The  Best  File  for  Filing  and  Referring  to  Tariffs  Instantly 

NO  INDEXING  REQUIRED 
Efficient  Convenient  Simple 


Some  Users  in  the  Milling  Industry 

J.   r.    Weinman    Mill!**  C*..    Littlr    SUck.    Ark. 

Ark.d.lphi.     Milling     (o-p.n..     ArkaaVlphia.     Ark. 

Gleke    Gram    at    Millini   (  fmpmny.    Lea    Ancrln. 

l.on(M*nt    Farmer.'   Mill    A    KI»vator    ("a..   Denver. 

(,old»n    Grain    Millmi    l.oip.nr.    Ka»l    81.    Leai».    III. 

Sp.rk.    Millinc    Campari?.    Alt.n.    III. 

Int.rn.ti.n.l     Milling    (  o»p.nr.    Bleu    Cllr.    Uw». 

W«Wr    t\*»T    Milto.    Salliu.    Kan. 

TW   H.   D.   LM  KU«r   Milk  C*..  Ballm.  Ka«. 

\t«    Kra    Millinx   I  •..    Arkan...    City.    Kan. 

Cain     n««r     Mill..     Nfwlon.     Kan 

Larm*    Milling    Caaipanr.    Detroit. 

Aaaea*    Millmc    C*»*«BT.    MMTO*.    Mirk. 

Nertkwaaim   CmMtttui    Mlllix   C...    Mlmm>*IU. 


TW  «laipy  Ejt   Mill..  8l»«pr  Er*.   Mint 
RWn*r    MllllBC    (  o-p.nr.    kan.a.    <  ilj.    Ma. 
Raral    Milliac   la.panr.   Gnat    Fall..    Mail. 
CMch    Millins   A    Elrralar   <  aaipaay.    l.inc.ln.    Nrk. 
Tll.aipua    Millinc    CMapaar.    L*rka«rt.    N      \ 
Mrnn«l    Millinc    <  «»p.njr.    Talr4a.    Okia. 
Mllil    Mill    <  .aiaanT.    Jakman    City.    T»nn. 
Tcia»    Star    Hear    Mill..    Galxatan.    Tua. 
flafcir    FUmnmt    Mill..    fW.nl..    Wuk. 


-Tl— Top 


-TJ— Tariff  Bla 
SaoUon  with 
M  — 1  Inch 
Prop    Front 
Drawara. 


-TS— T  a  r  I  ff  flle 
•i.-   -,  attk 
If  — I  luck 
Drop    Front 
Drawara. 


-Ta— 8  1 1  d  I  n  i 
Bnalf  8.0- 
Uoo. 


-T  a  r  I  ff  fllo 
BaoUon  with 
11  —  4  Inch 
Drop    Front 
Drawara. 


-Tf — Two  -  drmwM 
Storage  Bao- 

•  t. 


-T7— 8  a  n  I  tair 
B  a  •  a  Sec- 
tion. 


A  STACK  OF  WETZEL  DROP  I  KOM    TARIFF  FILE  SECTIONS 

(Measuring  outside  45  inches  wide,  57%  inches  high  and  13  inches  deep) 

Start  with  any  number  of  sections  and  build  up  as  your  requirements  grow 

P.  A.  WETZEL  COMPANY 


MANUFACTURERS 


Salesroom : 

1351   Marquette  Building,  Chicago 

Telephone:   Central  2843 


Addreaa  all  correspond* nee  to 

General  Office  and  Factory: 
Springfield,  Illinois 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,  SAN  DIEGO,  LOS  ANGELES 
SAN  FRANCISCO,  PORTLAND,  SEATTLE,  TACOMA,  VANCOUVER 


MOBILE,  NEW  ORLEANS,  SAN  DIEGO,  LOS  ANGELES,  SAN  FRANCISCO 
PORTLAND,  SEATTLE,  TACOMA,  VANCOUVER 


Through  Bill*  of  Lading  ittued  to  and  front  other  North  Pacific  Port*  and  Hawaiian  Island*. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


1024  Prudential  Building 
Buffalo,  N.  Y. 


Central  Bldg. 
Los  Angeles 


Merchants  Exchange       Pierce  Building 
San  Francisco  St.  Louis 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Railway  Exchange 
Portland 


L.  C.  Smith  Bldg. 
Seattle 


211  Eleventh  St. 
Tacoma,  Wash. 


Empire  Shipping  Co.,  Agents 
Vancouver,  B.  C. 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

MR.  SHIPPER :- 

What  do  you  think  of  our  advertisements  in 
the  Traffic  World?  They  are  classy,  aren't  they? 
Our  service  is  just  as  good. 

Are  you  among  the  rapidly  increasing  num- 
ber who  are  using  the  Natchez  Route?  If  not,  you 
are  missing  something  that  would  be  a  source 
of  genuine  satisfaction  to  you.  Try  it  and  see. 

_j     »       >IITT  •irn — r  rw  -  i  niii  '  "i •—'  ;--,r_"  -fss^...  _  --~ 

Yours  for  service  and  information 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.      622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL. 

(Copyright.  1922.     Fifteenth  Year. 

(Member  of  A.  B.C. 
A  working  tool  for  traffic  men.  both  industrial  and  railroad;  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 
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E.  F.  HAMM. 

HENRY  A.  PALMER.  Edrtor 


B.  J. 


W.  C.  TYLER.  Stcrmuy-Tntiu 
E  C  VAN  ARSDEU  kmna. 


""n^re^ 


H.  W.  KELLOGG.  Adv^to*,.  Mu^uv 

A.  E  HEISS.  OW. 


.WurMVcn 


All  futucnpcav  u*  ptytUt  in  tdwei  <nd 


»My  tt  «nd  of  period  unksi 


PORA 


All  rtiwuncx  rinjld  b.  m*fe  p.y»bl.   to  onto  of  THE  TRAFFIC  SERVICE   COR 
LATION.  CT-MO.  tnd  rtnjld  t»  ,n  Cr»n*>  or  Nrw  York  < 


TERMS  OF  SUBSCRIPTION 

ONE  YEAR $10.00 

SIX  MONTHS ».»• 

THREE  MONTHS J-M 

SINGLE  COPY » 


body  it  has  perhaps  made  even  a  larger  record  than  has 
the  Commission.  That,  however,  would  hardly  be  a 
good  argument  for  setting  it  up  as  a  regulating  body  to 
do  part  of  the  work  that  is  now  done  by  the  Commission 
and  the  little  more  that  could  be  done  by  the  Commis- 
sion, at  no  appreciable  addition  to  the  expense. 


4IM30  South  Market  Street. 
CHICAGO.  ILL. 


Colorado  Building. 
WASHINGTON.  D.C. 


RATE  COMMITTEE  DOCKETS 
Publication   in   the  Traffic   Bulletin  and  The   Dailv 


TRAFFIC  CLUB  NATIONAL  PROGRAM 
\Ve  have  said  so  much  in  favor  of  a  national  organi- 
zation of  traffic  clubs  with  a  view  to  exerting  influence 
in  the  settlement  of  transportation  problems  of  general 
public  interest  that  it  follows,  as  a  matter  of  course,  that 
\\e  heartily  endorse  the  movement  begun  recently  in 
New  York  to  effect  such  an  organization,  the  prelimi- 


Traffic  World  of  the  dockets  of  the  Trunk  Line  Coal  nary  work  now  being  in  the  hands  of  a  temporary  or- 
and  Coke  Committee  has  been  resumed.  This  leaves  ganization  under  the  chairmanship  of  W.  J.  L.  Ban- 
only  the  Texas  Freight  Bureau  and  the  «.  .  F.  A  C,,al.  ham,  chairman  of  the  public  affairs  committee  of  the 
Coke  and  Iron  Ore  Committee,  of  all  those  rate  commit-  Traffic  Club  of  New  York,  and  traffic  manager  of  the 
tees  whose  dockets  were  formerly  published,  that  have  Otis  F.levator  Company.  Ouf  endorsement,  of  course, 
not  arranged  for  resumption  of  publication  under  the  is  on  the  theory  that  the  national  organization  is  being 

formed  and  would  operate  to  take  an  interest  in  and 
have  an  influence  on   transportation  policies  and   prac- 
MAKING  A  JOB  FOR  THE  BOARD  tices  where  the  public  interest   is  involved.     Otherwise 

All  President  Harding's  diplomacy  will  probably  be     we  would  have  no  special  interest  in  a  national  organi- 
needed  to  prevent  a  first-class  row  in  his  official  family     zation  of  traffic  clubs,   however  beneficial  such   an   ar- 


terms  proposed  by  us. 


if  the  Shipping  Board  insists  on  trying  to  clip  the 


rangement  might  be  thought  in  a  social  sense.     There 


of  the  Commission  for  the  furnishing  of  its  own  wings  would   be   nothing   that   could   be   said   against  such   a 

as    proposed    in    the    Jones-Greene    ship    subsidy    bill,  national  social  organization,  probably,  but  it  would  not 

There  is  no  real  need  for  a  Shipping  Board,  except  to  be  important  enough  to  arouse  any  enthusiasm.     There 

operate  ships.     If  and  when  ships  now  owned  by  the  was  at  one  time,  we  believe,  a  national  organization  of 

government  are  sold  to  American  citizens  there  will  be  traffic  clubs,  or  at  least  an  attempt  to  effect  one,  but 

only    one   kind    of   legislation    needed    for   the   board—  it  never  got  anywhere.    The  reason  for  its  failure,  pn>l>- 

abolition.     The  idea  of  several  different  bodies  regulat-  ^ably.  was  not  lack  of  effort  or  ability  on  the  part  of 

ing  transportation  is  bad.    On  the  theory  that  the  Ship-  those  who  labored  for  it,  but  lack  of  compelling  reason 

ping  Board  members  need  to  provide  work  for  them-  and  motive  for  such  an  enterpri-. 

selves  after  the  board  ceases  to  be  a  cumbersome  operat-  The  suggestion  for  an  organization  of  traffic  clubs 

ing  concern,  title  VIII  of  the  Jones-Greene  bill  might  be  along  national  lines  with  the  purpose  of  being  of  public 

justified.    But  the  "make  work"  rules  of  the  labor  unions  service  was  made  by  the  editor  of  The  Traffic  World  in 

are  being  destroyed  wherever  possible  and  perhaps  the  an  address  to  the  New  York  Traffic  Club  last  December. 

"make  work"  efforts  of  the  Shipping  Board  need  not  be  Much  the  same  addn-ss  was  mad,-  later  at  the  annual 

regarded  seriously.     There  are  plenty  of  persons   who  dinner  of  the  Milwaukee  Traffic  Club  and  to  the  Traffic 

believe   there    is   more    regulation    now    than    is    really  Club  of  New  England  at  its  annual  dinner  in  Boston. 

needed,  and  consolidation  of  the  two  regulating  bodies  The  substance  of  these   addresses  as   to  the  functions 

•he    Shipping   Board    is   really   a   regulating  body)  and  opportunities  of  the  traffic  clubs  appeared  editorially 

would  be  wise.     Instead,  the  Jones-Greene  bill  proposes  in  The  Traffic  World  of  February  18  and  25.    There  is 

to  take  something  from  the  Commission  for  the  board,  little  left  for  us  to  say  except  to  wish  success  and  pledge 

As  to  the  regulatory  work  of  the  Shipping  Board,  all  support  to  those  who  are  now  endeavoring  to  put  the 

ha*  done  in  its  whole  existence  could  be  set  forth  in  idea  into  effect.     We  hope  all  the  traffic  clubs  will  see 

full  in  one  issue  of  The  Traffic  World.    As  an  operating  fit  to  send  delegates  to  the  meeting  to  be  held  to  organ- 
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Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  ft  N.  R.  R.,  M.  ft  O.  R.  R..  N.  C. 
&  St.  L.  Ry..  via  Jackson,  Tenn.,  Southern  Ry.  via  Middleton.  Tenn.. 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany,  Miss.,  A.  ft  V.-V.  3. 
&  P.  Rys.,  via  Newton,  MUs.,  Vicksburg.  Miss.,  and  Shreveport,  La.. 
G.  ft  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  line* 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30 
12:30 
12:47 
3:25 
4:20 
4:10 
5:40 
2:30 
5:30 


Miles 

m.  0  LT. 
m.  83  LT. 
m.  next  day  247  Ar. 
m.  next  day  261  Ar. 
m.  next  day  298  Ar. 
m.  2nd  day  410  Ar. 
m.  2nd  day  448  Ar. 
m.  2nd  day  356  Ar. 
m.  2nd  day  529  Ar. 


Jackson,  Ten».      Ar.     8:00  a.  m.  2nd  day 
New  Albany, Mis«.  Ar.  12 :30  a.  m.  2md  day 
Newton,    Hiss.      LT.  11:55  a.  m. 
Meridian,   Miss.     Lv.     7:35  a.  m. 
Laurel,    Miss.        LT.     8 :45  a.  m. 
Mobile.     Ala.         LT.  10:00  p.  m. 
New  Orleans,  La.  LT.     9:40  p.  m. 
Vicksburg,  Miss.  LT.     5:00  a.  m. 
Shreveport,  La.     LT.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  point*  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTEHCOASTAL  traffic  through  the  port*  of  Gnlfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


STORAGE 


Cold  Storage  and 

GEORGE  S.  LOVEJOY 
Manager  General  Storage  Department 

178  Atlantic  Avenue 
Boston,  Mass. 


DISTRIBUTION 


Co. 


SUMMER  STREET  STORES 

Direct  connection  with  New  York,  New  Haven 

&    Hartford    Railroad. 
Capacity,  2,000,000  cubic  feet. 


CONSTITUTION  WAREHOUSES 

Connection    with    all   lines    via   Union    Freight 

Railroad. 
Capacity,   623,000   cubic   feet. 


ALBANY  TERMINAL  STORES 

Direct    connection    with    Boston    &   Albany 

Railroad. 
Capacity,  1,430,000  cubic  feet. 


OUR  FACILITIES  ARE  UNEXCELLED 

Wharfage  and  Dockage 
Free  and  Bonded  Stores 

A  Warehouse  on  every  railroad  entering  Boston 

Total  General  Storage  Capacity  10,329,000  cubic  feet 
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ize  formally  the  National  Association  of  Traffic  Clubs, 
instructing  them  to  see  to  it  that  the  organization  is 
formed  under  such  constitution  and  by-laws  as  will 
make  it  possible  for  it  and  incumbent  on  it  to  take  active 
part  in  framing  the  transportation  policy  of  the  country. 

This  new  function  of  the  traffic  clubs,  so  far  as  most 
of  them  are  concerned,  would  not  be  new  except  in  the 
formal  recognition  of  it  and  in  definite  methods  of  mak- 
ing it  effective,  for  it  is  a  common  thing  for  an  individual 
traffic  club  to  discuss  formally  and  to  adopt  resolutions 
with  respect  to  transportation  problems.  There  can  be 
no  objection  to  it  on  that  score.  The  new  form  of 
activity  need  not  and  would  not  interfere  in  the  least 
with  the  social  aspect  of  the  clubs.  Rather  would  it 
contribute  to  their  importance  and  the  size  of  their  mem- 
bership. Most  traffic  clubs  have  little  to  hold  them  to- 
gether but  an  occasional  social  gathering  or  a  business 
meeting  devoted  to  local  affairs.  Interest  on  the  part 
of  present  and  prospective  members  would  be  greatly 
increased  by  the  plan  that  is  proposed.  Besides  the  good 
that  could  be  done  in  influencing  proper  settlement  of 
public  questions,  there  is  the  good  that  would  result 
to  members  in  the  education  that  comes  from  discussion 
and  consideration  of  such  questions.  From  every  point 
of  view  the  national  organization  plan  is  to  be  com- 
mended. 

The  objection  that  is  most  likely  to  arise,  we  be- 
lieve, is  that  of  the  expense  to  the  clubs  of  maintaining 
a  national  organization.  But  the  \\e  think. 

need  not  be  material.  It  would  be  a  fine  thing  from  a 
social  point  of  view  to  maintain  club  r<><>nis  m  \\.i~h 
ington  where  members  in  the  national  capital  on  busi 
ness  might  have  a  place  to  spend  their  leisure  hours  in 
congenial  surroundings,  and  the  national  organization 
might  arouse  sufficient  interest  ami  be  carried  to  a  point 
where  this  might  be  found  desirable.  But  such  head- 
quarters or  any  headquarters  are  not  necessary  for  the 
carrying  out  of  the  purpose  we  have  in  mind.  There 
would,  of  course,  have  to  be  some  sort  of  central  ma- 
chinery, else  the  effect  of  what  the  traffic  clubs  might 
do,  even  if  they  acted  together,  would  be  largely  1 
This  central  office  would  have  to  conduct  some  sort  of 
propaganda — if  not  constantly,  at  least  at  times  when 
the  clubs  were  trying  to  get  result;  from  action  taken— 
in  order,  first,  to  educate  those  on  whom  influence  was 
t"  be  exerted  to  know  what  the  traffic  clubs  were 
whom  they  represented,  and,  second,  to  see  that  their 
action  was  presented  in  the  proper  quarters  an.l  uitli 
the  necessary  force.  To  accomplish  this  it  would  prob- 
ably not  be  necessary  to  maintain  national  hcadquar- 
r  t->  pay  any  salaries.  Elective  officers  of  the 

nal  association  could  be  chosen  who  would  give 
the  necessary  portion  of  their  time  to  this  work,  just  as 
the  officers  and  chairmen  of  committees  of  the  National 
Industrial  Traffic  League,  for  instance,  contribute  their 
time  and  effort.  Indeed,  there  are  reasons  why.  even  if 
the  money  could  easily  !><•  raised,  it  might  not  be  wise 
to  maintain  a  central  office  or  headquarters  of  any  kind 
other  than  social,  for  an  organization  working  in  that 
fashion  might  come  to  be  looked  upon  as  one  that  was 
seeking  something  else  than  the  public  good. 


\Ve  can  easily  imagine  a  national  association  of 
traffic  clubs  working  in  unity  and  with  effectiveness 
through  a  central  organization  without  any  expense 
other  than  that  of  stationery,  postage,  perhaps  the  sal- 
ary of  a  stenographer,  and  now  and  then,  possibly, 
something  for  traveling  expenses.  If  any  considerable 
number  of  the  clubs  became  affiliated,  the  expense  for 
each  would  be  nominal.  Even  if  only  the  larger  clubs 
joined,  the  expense  could  not  be  a  burden  on  any  of 
them. 

We  are  told  that  Mr.  Banham  is  meeting  with  much 
encouragement  from  traffic  clubs  all  over  the  country 
and  we  know  of  several  that  have  voted  to  send  dele- 
gates to  the  organization  meeting.  We  hope  all  will  co- 
operate, at  least  until  it  can  be  seen  just  what  form  the 
proposed  association  will  take.  We  know  of  nothing 
that  would  produce  more  good  in  the  consideration  and 
settlement  of  transportation  problems  than  an  organi- 
zation of  this  sort,  properly  conceived  and  managed,  or 
that 'would  be  more  worth  while  to  members  even  if  its 
activities  were  confined  merely  to  their  own  education. 


NAVAL  RESERVE  AND  MERCHANT  MARINE 

It  is  interesting  to  speculate  on  the  effect  some 
of  the  minor  proposals  for  indirect  aid  contained  in 
the  ship  subsidy  bill  will  have  on  public  opinion. 
One  that  hz<  not  yet  caused  discussion  is  the  plan  to 
enroll  merchant  marine  officers  and  men  in  the  naval 
reserve.  It  is  proposed  to  give  to  each  employe  of  the 
merchant  marine  who  cares  to  enroll,  a  gratuity  equal 
to  one  month's  pay  each  year.  ^Thc  word  "gratuity"  is 
used  advisedly,  because,  in  return  for  this  money,  the 
g-i\  eminent  would  not  receive  what  it  does  for  money 
.spent  in  maintaining  the  militia  and  the  regular  naval 
reserve — namely,  a  trained  man  to  add  to  its  fighting 
forces  in  time  of  war.  The  bill  plainly  states  that  men 
so  paid  shall  "obligate  themselves  to  serve  in  merchant 
Is  acting  as  naval  auxiliaries  in  time  of  war." 
1'.  rhaps  the  availability  for  such  service  would  be 
worth  the  $3,000,000  a  year  it  is  expected  the  plan  would 
eventually  cost.  But  members  of  the  regular  naval  re- 
serve have  not,  for  more  than  a  year,  drawn  a  penny  of 
retainer  pay,  in  spite  of  the  fact  that  they  have  held 
themselves  in  readncss  for  call  in  time  of  war — not  for 
service  on  merchant  marine  auxiliary  vessels,  but  on 
^Wadnaughts,  submarines,  and  airplanes,  as  gunners, 
torpedo  men,  and  flyers.  If  the  government  thinks  it 
can  use  trained  men  in  time  of  war,  it  would  be  much 
wi-er  for  it  to  give  attention  to  these  men  who  have 
attended  drills  faithfully  without  recompense  since  pay- 
ment of  retainer  was  stopped,  and  who  are  dropping 
out  in  increasing  numbers,  thus  becoming  a  total  loss 
so  far  as  the  fighting  strength  of  the  country  is  con- 
cerned. 

These  men  served  durng  the  war  and  learned  war's 
lessons.  They  can  be  useful  as  fighters  in  an  emergency. 
They  get  nothing.  Merchant  marine  employes,  pre- 
sumably, have  no  fighting  naval  experience.  They 
would  not,  under  the  law,  be  available  for  fighting  serv- 
ice, but  they  would  draw  substantial  pay  from  the  navy. 
Therein  lies  the  injustice. 
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USE  OF  OLD  BILLS  OF  LADING 

Information  regarding  the  use  by  shippers  of  supplies  of  old 
bills  of  lading  on  hand,  after  the  order  of  the  Commission  pre- 
scribing the  new  bills  goes  Into  effect  on  March  15,  has  been 
conveniently  compiled  from  numerous  notices  of  the  various 
classification  committees  and  sent  to  the  members  of  the  Na- 
tional Industrial  Traffic  League  In  a  circular.  Attention  is  called 
to  Chairman  Collyer's  notice  of  March  2,  in  which  the  wording 
of  the  rubber  stamp  advised  in  his  notice  of  February  7,  for  use 
on  straight  bills  is  canceled,  and  the  following  substituted  for 
use  on  straight  and  order  bills  in  Official  Classification  territory: 

This  bill  of  lading  has  been  superseded  by  that  shown  in  supple- 
ment No.  15  to  Consolidated  Freight  Classification  No.  2,  effective 
March  15.  1922,  as  filed  with  the  Interstate  Commerce  Commission  and 
state  railroad  commissions,  and  to  the  extent  that  it  is  inconsistent 
with  the  form  and  conditions  published  in  such  supplement  or  in  sub- 
sequent issues  of  the  Consolidated  Freight  Classification,  it  is  super- 
seded thereby.  :••',""! ;  "  • 

(Shipper  s  signature.) 

(Agent's  signature.) 

Objection  by  shippers  who  had  gone  to  considerable  expense 
to  provide  themselves  with  the  stamp  suggested  in  the  February 
7  notice,  however,  caused  the  issuance  of  a  subsequent  notice 
in  which  it  was  stated  that  the  copy  contained  in  the  original 
notice  might  be  used  on  straight  bills  only.  The  League  cir- 
cular said: 

As  we  understand  it  the  situation  as  to  the  use  of  old  forms  of 
bills  of  lading  in  Official  Classification  territory,  from  March  15  to 
July  1,  1922,  is  as  follows: 

If  shippers  have  provided  themselves  with  rubber  stamps  sug- 
gested in  the  notice  of  February  7  they  may  use  them  upon  all  the  old 
forms  of  domestic  straight  bills  of  lading  only. 

If  shippers  will  provide  themselves  with  the  rubber  stamps  sug- 
gested in  the  notice  of  March  2  (as  quoted)  they  may  use  them  upon 
both  domestic  straight  and  order  bills  of  lading. 

Attention  is  particularly  invited  to  the  suggestion  that  old  forms 
of  order  bills  of  lading  may  be  used,  provided  they  are  properly 
stamped.  This  is  a  concession  to  shippers,  not  granted  in  the  original 
notice  of  February  7,  but  it  applies  in  Official  Classification  territory 

The  recommendations  issued  by  R.  C.  Fyfe,  chairman  of  the  West- 
ern Classification  Committee,  and  B.  H.  Dulaney,  chairman  of  the 
Southern  Classification  Committee,  are  as  follows: 

The  old  forms  of  domestic  straight  bills  of  lading  may  be  used, 
from  March  15  to  July  1.  provided  they  are  legibly  stamped  with  the 
language  reproduced  here  for  convenient  reference.  It  is  as  follows: 

This  shipment  is  tendered  and  received  subject  to 
the  terms'  and  conditions  of  the  company's  uniform  bill 
of  lading,  effective  March  15,  1922.  This  receipt  is  not 
negotiable  and  if  the  shipment  is  consigned  "To  order," 
must  be  exchanged  for  the  company's  uniform  order 

bill  of  lading.  

(Shipper's  signature.) 


(Agent's  signature.) 

In  Western  and  Southern  Classification  territories  the  old  forms  of 
domestic  order  bills  of  lading  cannot  be  used.  The  railroads  will  be 
provided  with  a  sufficient  supply  of  the  new  forms  of  order  bills  to 
supply  shippers  until  they  can  procure  a  supply  of  their  own. 

The  order  bills  of  lading  are  negotiable  and  some  bankers  will 
probably  not  accept  an  order  bill  which  is  not  strictly  in  the  form 
prescribed  by  the  Commission,  and  is  not,  therefore,  in  a  strictly  tech- 
nical sense,  a  legal  document. 

We  recommend  that  to  avoid  the  possibility  of  having  order 
bills  refused,  the  new  forms  only  be  used. 


MEYER   DISCUSSES   RAILROADS 

Better  financial  conditions  and  the  recent  stabilization  of 
the  markets  for  agricultural  products  furnish  a  sound  basis  for 
the  business  recovery  already  well  under  way,  and  for  confidence 
that  the  improvement,  possibly  with  temporary  reactions,  will 
continue  throughout  the  year,  according  to  Eugene  Meyer,  Jr., 
managing  director  of  the  War  Finance  Corporation,  who  spoke 
at  the  Republican  Club  in  New  York  March  4.  The  improvement 
at  home,  he  said,  was  supplemented  by  the  return  toward  normal 
of  some  of  the  important  foreign  exchanges,  which  warrants 
the  hope  of  the  stabilization  of  our  foreign  commerce.  Every 
concrete  and  tangible  piece  of  evidence  points  to  an  existing 
and  prospective  gradual  improvement. 

Mr.  Meyer  emphasized  the  fact  that  the  greatest  buyer  in  the 
country  is  the  farmer,  and  went  on  to  say: 

The  farmer's  buying  power  was  reduced  to  a  minimum  last  sum- 
mer and  fall.  Improved  prices  and  steady  demand  for  his  products 
mean  a  gradual  increase  in  his  ability  to  pay  his  debts  and  to  resume 
buying  on  a  normal  scale.  For  every  ton  of  agricultural  commodities 
that  moves  from  the  farmer  to  the  consumer,  a  much  greater  quantity 
of  Industrial  products  moves  to  and  fro  to  supply  his  needs.  The 
restoration  of  agricultural  prosperity  means  the  sure  return  of  a  full 
volume  of  business,  which,  in  turn,  means  the  restoration  of  prosperity 
to  the  railroads  as  well  as  to  other  industrial  activities. 

There  is  no  real  conflict  of  interests  between  railroads  and  agri- 
culture. Both  have  an  interest  in  seeing  that  goods  reach  the  market 
at  the  lowest  rates  compatible  with  operating  and  capital  costs  under 
efficient  management.  The  present  agricultural  and  industrial  organ- 
ization of  the  country  was  built  up  during  an  extended  period  of  low 
freight  rates,  especially  for  long  hauls.  Radical  changes  in  the  rate 
structure  mean  proportionate  alterations  in  the  organization  of  produc- 
tion and  distribution.  Traffic  will  not  move  more  than  the  distance 
permitted  by  the  cost  of  transportation.  Agriculture  and  the  railroads 
will  suffer  equally  from  rates  so  high  as  to  limit  the  movement  of 
traffic,  or  so  low  as  to  prevent  a  return  adequate  for  the  maintenance 
of  the  railroad  plant  in  good  financial  and  physical  condition  and  for 


expansion  in  proportion  to  the  needs  of  the  growing  population.   Ratea 
that  are  unduly  high  limit  the  range  of  movement  and  tend  to  reduce 

16  When'efarmrcomPmoditle"' collapsed,   it  was  perhaps  not  unnatural 
that  the   farmer  should  seek  relief   through   rate   reductions,   without 
carefully   analyzing  their  possible  effect  upon  the  maintenance  of  ef- 
ficient transportation.     But  with  the  adjustment  in  prices  of  agricul- 
tural commodities  that  has  occurred  during  the  past  few  months    an 
with  the  better  understanding  of  the  situation  that  has  resulted  from 
public  discussion,  it  is  to  be  hoped  that  the  extreme  bitterness  on  the 
subject  may  disappear.     It  is  to  be  hoped  also  that  the  experience  or 
the   railroads  with   the  revolutionary  effect  of  rate   increases  on  C 
movement  of  traffic  will  result  In  a  more  elastic  handling  of  the  r 
situation    by   the    railroads    under    the    supervision    of    the    Interstate 
Commerce  Commission. 

The  railroads  must  do  more  at  the  present  time  than  merely  defend 
themselves  from  attack.  They  furnish  a  target  because  they  stand 
between  the  producer,  who  is  dissatisfied  with  low  prices,  and  the 
consumer,  who  is  dissatisfied  with  high  prices.  Ordinarily,  freight 
rates  constitute  only  a  relatively  small  part  of  the  differences  between 
what  the  producer  gets  and  the  consumer  pays,  but  we  hear  so  much 
about  rates  that  there  is  no  general  understanding  of  how  much  more 
other  costs  enter  into  these  differences.  The  railroads  must  go  beyond 
the  mere  transportation  question  and  take  part  in  solving  the  problem 
of  reducing  these  other  costs.  They  must  not  only  devise  ways  and 
means  for  more  economical  handling  at  terminal  points  and  for  elimi- 
nating losses  and  waste  in  transit,  but  they  must  co-operate  with 
others  in  developing  more  economical  marketing  methods. 

POWER  BRAKE  INVESTIGATION 

The  Commission,  by  means  of  an  order  in  No.  13528,  investi- 
gation of  power  brakes  and  appliances  for  operating  power 
brake  systems,  has  required  every  railroad  subject  to  the  act 
named  in  the  order  to  furnish  information  in  answer  to  the  fol- 
lowing: 

1.  Copies  of  rules,  bulletins  and  other  instructions  pertaining  to 
operation,  inspection,  testing  and  maintenance  of  air  brake  equipment. 

2.  List  of  locations  where   facilities  are   provided  for   inspection, 
testing  and  repair  of  air  brake  equipment,  together  with  a  brief  de- 
scription of  facilities  and  number  of  employes  engaged  in  this  work  at 
each  of  such  points. 

3.  List  of  locations  where  tests  of  pressure  retaining  valves  are 
made,  and  description  of  such  tests. 

4  Statement  showing  location,  length  and  gradient  of  all  grades 
more  than  one  mile  in  length  and  having  a  miximum  gradient  of  1 
per  cent  or  greater. 

5.  Description  of  practices  in  manipulating  brake  equipment  for 
controlling  trains  descending  said  grades,  showing  types  of  equipment 
and  brake  pipe  and  main  reservoir  pressures  used:  limiting  number  of 
cars  or  tonnage  for  each  of  said  grades;  and  speed  limits  specified. 

6.  Statement  showing  locations,  if  any,  where  trains  are  required 
to  stop  on  said  grades  for  the  purpose  of  inspection  of  brakes  or  cool- 
ing of  wheels. 

7.  List   of   accidents   on   said   grades   which   occurred   during   the 
calendar  years  1919,   1920  and  1921,   resulting  from  failure  properly  to 
control  speed  of  trains  on  grades,  which  caused  personal  injury,  loss 
of   life   or   property   loss   of   $500   or   more,    together   with   number   of 
injuries  and  fatalities  and  the  property  loss  sustained  by  the  carrier 
as  a  result  of  each  such  accident. 

8.  Statement  for  each  of  three  years  named,  showing  number  of 
couplers  broken,   drawbars  pulled   out,   and   break-in-twos   from  other 
causes,  together  with  derailments  resulting  therefrom,  which  occurred 
on  said  grades. 

9.  Statement  for  each  of  three  years  named,  showing  number  of 
car  wheels  renewed  for  the  following  causes:    (a)  Burst,   (b)  cracked, 
(c)  brake  burn,  (d)  slid  flat. 

10.  Statement   showing   in   detail    to    what    extent,    if    any,    hand 
brakes  are  used  for  controlling  the  speed  of  trains. 

11.  Statement  showing  what  power  brake  equipment  other  than 
air  brake  equipment,  if  any,  is  used  and  extent  of  such  use. 

12.  Number  of  accidents  which  occurred  during  the  calendar  year 
1921.   resulting  in  personal  injury  or  loss  of  life  from  each  of  the  fol- 
lowing causes:    (a)  Burst  or  parted  air  hose,   (b)  emergency  applica- 
tion  of   air  brakes,    (c)    undesired    quick   action   of   brakes,    (d)    train 
parting,   (e)  faulty  manipulation,  and   (f)  accidental  interference  with 
proper  operation  of  brakes.     Show  the  cause,   number  of  injuries  and 
fatalities  in  each  case,   and  the   total  property  loss   sustained   by  the 
carrier. 

13.  Statement  for  the  calendar  year  1921,   showing  terminal  and 
road  delays  to  trains,  due  to  causes  attributable  to  improper  manipu- 
lation or  operation  of  air  brakes  or  defective  brake  equipment. 

14.  Suggestions  for  improvement  of  air  brake  conditions  or  prac- 
tices,  and  any  other  data  which  may  be  of  value  in  connection  with 
the  Commission's  inquiry  into  this  subject. 


METROPOLITAN    TERMINALS 

The  Traffic  World   Washington  Bureau 

Representative  Ansorge  has  introduced  a  joint  resolution  in 
the  House  of  Representatives  (H.  J.  R283),  whereby  Congress  is 
to  give  its  consent  and  authority  to  the  organization  of  New 
York  and  New  Jersey  interests,  known  officially  as  the  Port  of 
New  York  Authority,  to  execute  the  comprehensive  plan  ap- 
proved by  the  legislatures  of  the  two  states  for  the  improvement 
of  the  terminal  facilities  of  the  metropolitan  area  by  means  of 
bridges,  tunnels,  railroad  belt  lines,  marginal  railroad  lines, 
outer  belt  lines  of  railroads,  together  with  the  necessary  facili- 
ties for  their  operation,  including  classification  yards,  stations 
and  storage  warehouses.  The  consent  and  authority  are  granted 
on  the  proviso  that  nothing  therein  shall  be  construed  as  impair- 
ing or  affecting  the  jurisdiction  or  right  of  the  United  States 
p.nd  subject  to  the  further  proviso  that  the  Congress  shall  have 
the  right  to  alter,  amend  or  repeal  the  resolution.  The  resolu- 
tion sets  forth  the  outlines  of  the  plan  whereby  New  York  and 
New  Jersey  jointly  undertake  the  improvement  of  the  facilities 
of  the  chief  port  with  a  view  to  "providing  better  postal,  military 
and  other  services  of  value  to  the  nation." 
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Rate*  and  Canadian  Exchange.  —  The  most  novel  question. 
t  is  believed,  that  has  arisen  by  reason  of  the  depreciation  of 
Canadian  currency  incident  to  the  World  War.  has  been  pre- 
sented by  Arthur  B.  Hayes,  an  attorney  of  Washington  to  the 
Federal  courts  of  New  York  and  Pennsylvania.  He  has  filed 
suits  in  equity  against  railroads  hauling  pulpwood  and  other 
traffic  from  Canada  into  the  United  States  asking  for  a  return  to 
his  clients,  of  the  difference  in  value  between  United  States 
money  paid  by  them  to  the  American  carriers  and  the  Canadian 
money  the  latter  used  in  paying  the  divisions  out  of  the  rates  ac- 
cruing to  the  Canadian  railroads.  The  suits,  all  in  equity,  allege 
the  complainants  have  no  adequate  remedy  at  law.  else  actions 
In  debt  would  have  been  begun.  An  additional  reason  for  taking 
the  suits  to  equity  courts  Is  that  determination  of  the  issue  will 
dispose  of  thousands  of  cases,  similar  In  their  facts  to  the  ones 
he  has  brought  and  thereby  prevent  a  multiplicity  of  suits. 

Suits  have  been  brought  as  follows:  Against  the  Boston  & 
Maine,  in  the  northern  district  of  New  York;  against  the  Buffalo. 
Rochester  £  Pittsburgh,  in  the  western  district  of  New  York; 
against  the  Delaware  *  Hudson,  in  the  southern  district  of  New 
York:  and  against  the  Pennsylvania,  in  the  eastern  district  of 
Pennsylvania.  They  were  brought  in  behalf  of  the  West  Vir- 
ginia Pulp  If  Paper  Company;  the  New  York  t  Pennsylvania 
Company;  the  Armstrong-Forest  Company;  the  Ticonderoga 
Pulp  ft  Paper  Company;  the  Mountain  Lumber  Company  and 
the  Flnch-Pruyn  company,  and  half  a  dozen  Individuals,  all  ship- 
pers of  materials  used  In  paper  making  from  Canada  Into  the 
1'nited  State*. 

On  account  of  the  depreciated  condition  of  Canadian  cur- 
rency. the  discounts  ranging,  from  S  to  18  per  cent,  the  Canadian 
railroads  declined  to  accept  prepayment  of  freight  bills.  They 
sent  all  shipments  with  instructions  to  collect  at  the  American 
destinations. 

But.  according  to  the  allegations  of  the  bills  of  complaint 
the  American  railroads  did  not  settle  their  accounts  with  their 
Canadian  connections  in  American  currency;  Instead,  they  set- 
tled their  obligations  in  the  depreciated  money  of  Canada  and 
pocketed  the  difference.  For  that  difference  the  American  paper 
companies  are  suing  the  American  railroads.  They  ask  for  an 
accounting,  because  they  hare  not  adequate  records  enabling 
them  to  present  to  the  court  the  sums  each  railroad  obtained 
by  reason  of  the  difference  in  the  values  of  the  two  currencies. 
The  suits  run  also  against  the  Director  General  of  Railroads 
as  the  agent  of  the  President  of  the  United  State*,  because  they 
cover  transaction  which  took  place  while  the  railroads  were 
the  control  of  the  American  government.  Most  of  the 
ihlpments  went  to  Johnsonburg.  Lock  Haven.  Wllllamsburg  and 
Tyrone,  Pa. 

The  suits  were  baaed  upon  the  theory  that  the  railroads 
ollectlng  American  money  for  the  part  of  Ita  transportation 
which   took   place    In    Canada,    were   violating    paragraph    7   of 
the   sixth   section,   which    forbids   them    to   demand    collect   or 
receive  a  greater  or  less  or  a  different  compensation  for  the 
transportation  than  that  which  to  named  in  and  based  upon  tl 
tariffs  containing  the  rates  In  effect  at  the  time  the  transports 
tton  took  place.     The  collection  of  more  than  la  anthorUed  by 
n£J?M  r*!°n.  Wh!5    th*   trmn«*ctl°«>   '•    "holly    within    the 
UK  ,K      !JL"  '  ptato  owcn«rW  «»  »>e  settled  by 
the  •Mf»«M  consent  of  the  Interstate  Com 
merce    Commission:    that    body,    however,    has    never    clearly 
denned  the  extent  of  Its  Jurisdiction   In  the  case  of  Joint   rate.    . 
W  ^  Md  Amerlc*n  Mrrte«-  n««  the  appeal  S 


work  at  the  same  time  and  frequently  state  courts  dispose  of 
questions  arising  under  federal  laws  without  appeal  being  taken  to 
the  federal  courts.  Reversal  of  a  state  court  by  the  Supreme  Court 
of  the  United  States  does  not,  it  is  sugested,  result  in  the  state 
courts  organizing  a  lobby  for  abolishing  the  offices  of  the  asso- 
ciate justices,  which  are  statutory,  while  the  office  of  chief  jus- 
tin-  ot  the  United  States  (not  of  the  Supreme  Court  of  the 
United  States,  as  so  often  written)  is  created  by  the  constitution. 
There  are  dozens  of  situations  in  Texas,  for  illustration,  with 
which  the  Texas  commission  could  deal,  if  authorized  by  Con- 
gress, in  the  administration  of  the  interstate  commerce  act, 
such  for  Instance,  as  the  rate  on  gasoline  between  San  Antonio 
and  a  small  refining  town  about  a  dozen  miles  away.  Owing  to 
the  fact  that  the  rate  was  prescribed  by  the  Commission  in  one 
of  the  Shreveport  cases,  it  was  immune  from  consideration  by 
Allison  Mayfield  and  his  associates,  although  it  is  believed,  they 
could  have  made  a  decision  that  would  have  been  satisfactory 
to  the  railroads  and  shippers  both,  and  not  discriminatory  against 
shippers  in  some  other  part  of  the  country. 


State  and   Federal    Regulation—  Five  or  six  years  ago    Na- 

Illami..  now  assistant  general  counsel  for  the  Nat'lonal 

Manufacturers    Association,  suggested  the  lightening  of  the  work 

omission    by    having   the   Mate   commissions   charged 

with  the  duty  of  enforcing  the  Interstate  commerce  law.  much  In 

n  which  state  courts  administer  the  federal  lawn     The 

:ate  courts  have  cognizance  of  things  that  can  be  brought   In 

pral  courts,  always,  however,  subject  to  final  disposition 

in  the  federal  courts  if  the  litigants  are  not  satisfied  with  what 

'^".K00^!!.*  d^'dr     In  lhe  e'rly  «to>r"  of  the  republic,  stu- 

lentg  of  the  federal  Judicial  system  may  recall,  associate  Justices 

the  Supreme  Court  of  the   United  States,  and   probably   the 

:hlef  Justice,  had  to  go  on  circuit,  practically  to  drum  up  busl- 

i  for  the  federal  Judiciary,  the  people  having  greater  fond 

for  their  state  courts.    In  the  same  way.  If  Congress  decreed 

t    state    commissions    might    administer   the    Interstate    corn- 

in  their  own  communities  individual  Commissioners 

ave  to  go  around  and  help  get  the  duel  scheme  started 

there  Is  antagonism,  but  not  more  than  there  was  be- 

the  two  nyntems  of  courts.     The  state  and  federal  court* 


Board  Propaganda  for  Jones-Greene  Bill. — That  the  Shipping 
Board  intends  conducting  an  active  propaganda  in  favor  of  the 
Jones-Greene  bill  may  be  taken  for  granted.  It  has  an  active  pub- 
licity department  by  which  articles  ready  for  publication  are 
prepared  In  the  language  a  newspaper  man  might  be  expected  to 
use  when  acting  on  orders  to  write  his  reports  in  such  a  way  as 
to  favor  a  particular  project.  A  few  days  after  the  bill  was  in- 
troduced it  put  out  a  story  about  the  Democratic  members  of  the 
board'writing  to  the  Democratic  members  of  the  two  committees 
of  Congress  having  the  bills  under  consideration,  not  as  an  an- 
nouncement by  the  board,  but  in  form  ready  for  use  by  publica- 
tions inclined  to  advocate  the  passage  of  the  bill  as  in  the  public 
Interest,  as  If  the  reporter  for  the  periodical  using  It  had  himself 
discovered  the  letter,  or  had  written  the  account  of  what  was 
contained  in  the  letter,  after  reading  the  communication.  The 
letter  itself  was  not  made  public  by  the  board.  Sometimes  the 
<'omralsslon  makes  announcements  as  to  what  it  has  done  or  is 
about  to  be  done,  but  it  always  attaches  the  orders  upon  which 
the  announcement  may  be  based,  so  that  If  a  reporter  decides  to 
use  what  the  Commission  haa  said  as  his  own  language,  he  will  be 
able  to  exhibit  the  underlying  document,  and  point  out  the  lan- 
guage on  which  he  based  a  particular  declaration.  The  Shipping 
Hoard,  however,  contents  Itself  with  making  the  announcement. 
In  most  of  its  announcements  it  carries  a  line  of  introduction  to 
show  that  such  and  such  a  member  of  Its  organization  made  the 
announcement.  But  in  the  story  abouLthe  letter  Commissioners 
Chamberlain,  Thompson  and  Benson  "wrote  to  the  Democratic 
members  of  the  committee,  no  such  indication  as  to  how  the  fact 
of  the  letter  having  been  written  became  known,  was  attached. 

Railroad  Lawyers  Before  the  Commission. — The  fact  may  not 
mean  anything  but  It  is  commented  on  that  the  railroads,  when 
thi-y  began  their  arguments  In  the  Commission's  general  rate  in- 
quiry' this  week,  put  forth,  Henry  Wolf  Blkle  and  Fred  H.  Wood, 
two  of  the  lawyers,  who.  It  might  be  said,  grew  under  the  tutelage 
nl  the  Commission.  There  has  always  been  more  or  less  discus- 
sion among  lawyers  as  to  whether  the  opening  or  closing  argu- 
ment Is  the  more  Important.  In  rate  cases  It  Is  a  certainty  that 
the  man  who  opens  Is  the  one  who  attracts  the  critical  attention 
of  the  larger  number  of  men  who  know  the  subject  under  discus- 
sion. In  that  sense,  therefore,  the  men  who  managed  the  case 
for  the  railroads  paid  a  compliment  both  to  the  Commission  and 
the  lawyers  assigned  to  begin  the  argument.  Wood  and  Blkle 
stand  exceedingly  well  with  the  Commission.  If  they  go  wrong 
on  an  argument,  their  standing  with  the  commissioners  se.  : 
to  he  such  that  there  Is  not  the  slightest  doubt  about  their  utter 
sincerity.  Time  was  when  attorneys  for  the  railroads  did  not 
UMt  such  a  good  standing.  They  did  not  seem  to  think  It  nec- 
essary to  devote  much  care  to  the  facts  In  the  case.  Some  times, 
not  so  many  years  ago  either,  the  lawyer  who  depended  on  rhe- 
toric much  more  than  either  Wood  of  Blkle  has  ever  used,  dis- 
played their  abilities  in  that  line  for  the  supposed  edification  of 
the  commissioners.  Blkle  and  Wood  were  brought  up  In  the 
rather  exacting  practice  before  the  Commission.  They  have  had 
to  think  about  the  facts  and  the  much  heavier  fact  that  the  com- 
missioners themselves  know  much  about  the  general  subject 
and  that  the  only  reason  they  need  listen  to  arguments  Is  to  ob- 
tain the  benefit  of  the  study  the  man  making  the  argument  has 
been  able  to  give  to  the  case  Immediately  In  hand.— A.  E.  H 


MAIL  BY  AIRPLANE 

A  bill  to  encourage  commercial  aviation  by  authorizing  the 
postmaster-general  to  contract  for  carriage  of  the  malls  by  air- 
craft has  been  Introduced  by  Representative  Kelly  of  Pennsyl- 
vania (H.  R..  10717).  and  referred  to  the  committee  on  post 
offices  and  post  roads.  It  authorizes  the  head  of  the  post  offlco 
department  to  contract  for  the  carriage  of  malls  by  aircraft  at 
the  rate  of  not  exceeding  one  mill  per  pound  per  mile  with  an 
added  charge  of  5  cento  for  each  ounce  or  fraction  thereof  to 
he  paid  by  the  users  of  the  service.  It  also  authorizes  the  post- 
mauler  general  to  prescribe  a  reasonable  minimum  load. 
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CONSTRUCTION  OF  WORD  "DEFICIT" 

The  Traffic   World   Washington  Bureau 

With  Commissioners  Meyer,  Hall,  Aitchison  and  Eastman 
dissenting,  the  Commission,  March  9,  made  public  its  decision 
in  Finance  Docket  No.  1600,  in  the  matter  of  the  construction 
of  the  word  "deficit"  as  used  in  paragraph  (a)  of  section  204 
of  the  transportation  act.  The  decision  is  a  victory  for  the 
short  line  railroads,  the  Commission  holding  that  the  word 
"deficit"  means  a  deficiency  or  decrease  In  a  carrier's  railway 
operating  income  for  that  portion  (as  a  whole)  of  the  period 
of  federal  control  during  which  it  operated  its  own  railroad  as 
compared  with  its  average  railway  operating  income  for  the 
corresponding  portions  of  the  test  period.  This  was  the  con- 
struction of  the  law  urged  by  the  American  Short  Line  Railroad 
Association. 

The  Commission  had  originally  ruled  that  carriers  which 
did  not  sustain  a  railway  operating  deficit  for  that  portion  of 
the  federal  control  period  during  which  they  were  privately 
operated  were  not  covered  by  section  204.  Under  that  ruling 
if  a  carrier  had  a  net  of  one  cent  it  could  not  recover  under 
section  204.  The  short  lines  contended  they  should  be  reim- 
bursed In  amounts  equal  to  the  average  railway  operating  in- 
come for  the  corresponding  portions  of  the  test  period.  After 
the  Commission  had  so  held,  the  question  was  set  down  for 
argument. 

The  Commission  in  its  report  set  forth  in  great  detail  its 
reasons  for  believing  that  Congress  intended  that  the  word 
"deficit"  should  be  construed  as  the  majority  of  the  Commission 
construes  the  word.  It  then  said,  in  part: 

We  are  convinced  that,  not  only  in  the  title,  but  also  in  the 
definition  of  "carrier"  iff  paragraph  (a)  of  section  204,  the  word 
"deficit"  is  used  in  its  general  and  broader  meaning,  that  is,  a 
deficiency,  a  falling  short,  a  decrease.  The  measure  of  which  the 
income  falls  short  is  the  standard  or  test  with  which  the  income  is 
compared.  It  is  to  be  noted  that  in  this  same  paragraph  (a),  in  which 
the  word  "deficit"  is  used'  in  defining  "carrier,"  the  "test  period'  is 
also  defined.  And,  in  the  section,  the  amount  of  "reimbursement  of 
deficits  during  federal  control"  is  explicitly  based  on  comparisons  of 
income  for  every  month  of  private  operation  in  the  federal  control 
period  with  the  averages  of  income  for  the  three  corresponding 
months  of  the  test  period,  technical  or  absolute  deficits  for  either 
period  being  treated  as  minus  quantities. 

If  the  word  "deficit,"  in  the  definition  of  carrier  in  paragraph  (a) 
is  construed  as  a  deficiency  or  decrease  in  income  under  private 
operation  in  the  federal  control  period  as  compared  with  the  income 
during  the  test  period,  the  definition  of  "carrier"  is  completely  har- 
monized with  both  the  letter  and  spirit  of  the  remaining  paragraphs 
of  the  section.  If,  however,  this  word  is  given  its  technical  meaning 
as  used  by  accountants,  the  effect  is  to  make  the  right  to  reimburse- 
ment contingent  upon  the  carriers  having  sustained  a  technical  or 
absolute  deficit  while  privately  operated  in  the  federal  control  period, 
a  result  which  is  in  direct  conflict  with  the  plan  of  reimbursement 
set  forth  in  detail  in  the  section.  The  rule  Is  thoroughly  established 
that  if  a  word  or  phrase  is  susceptible  of  two  constructions,  one  of 
which  will  effectuate  the  evident  purpose  of  the  statute  and  one  of 
which  is  inconsistent  or  in  conflict  with  that  purpose,  the  former 
must  control.  Johnson  vs.  Southern  Pacific  Co.,  196  U.  S.  1,  18.  We 
are.  therefore,  unable  to  resist  the  conclusion  that,  in  the  definition 
of  "carrier"  in  paragraph  (a),  Congress  meant  those  carriers  which 
sustained  losses  in  income  under  private  operation  in  the  federal 
control  period  as  compared  with  the  test  period. 

The  idea  that  Congress,  in  the  definition  of  "carrier,"  intended 
those  carriers  only  which  sustained  actual  deficits  under  private 
operation  in  the  federal  control  period,  is  not  only  in  direct  conflict 
with  the  plan  of  reimbursement  detailed  in  the  remaining  paragraphs 
of  the  section,  but  it  is  negatived  by  the  fact  that  such  a  classifica- 
tion of  carriers  would  be  purely  arbitrary  and  wholly  unsupported 
by  any  sound  reason.  The  purpose  of  the  section  is  to  reimburse 
carriers  for  losses  sustained  because  of  federal  control.  It  is  obvious 
that  a  carrier  which  had  a  net  income  under  private  operation  in  the 
federal  control  period  may  have  sustained  a  loss  by  reason  of  federal 
control  equal  to  or  greater  than  that  of  a  carrier  which  sustained  a 
deficit  during  such  period  of  private  operation.  And  there  is  nothing 
in  the  circumstances  surrounding  these  carriers  which  raises  any 
presumption  that  those  which  sustained  actual  deficits  were  more 
necessitous  than  those  which  had  net  incomes.  Moreover,  such  a 
classification  leads  to  results  which  are  so  inequitable  as  to  be  absurd. 
Let  it  be  supposed,  for  example,  that,  of  two  carriers,  one  had  an 
actual  deficit  in  the  federal  control  period  of  $2.00  and  an  actual  net 
income  in  the  "test  period"  of  $998.00,  and  the  other  had  an  actual 
net  income  in  the  "test  period"  of  $2,002.00  and  an  actual  net  income 
in  the  federal  control  period  of  $2.00.  According  to  the  method  of 
computation  prescribed  by  the  section,  the  first  carrier  lost  because 
of  federal  control  $1,000.00  and  the  second  carrier  lost  because  of 
federal  control  $2,000.00.  Nevertheless,  under  the  classification  we 
are  considering,  the  first  carrier  would  be  entitled  to  reimbursement, 
while  the  second,  whose  loss  was  twice  as  great,  would  be  denied.  If 
however,  it  be  further  supposed  that  the  second  carrier  had  switched 
one  car  less  at  a  $4.00  switching  charge,  or  had  refunded  a  charge  of 
$4.00  previously  collected,  the  effect  would  be  to  convert  its  actual 
net  income  of  $2.00  into  an  actual  deficit  of  $2.00,  with  the  result  that 
it  would  be  entitled,  under  the  classification,  to  reimbursement  in 
the  amount  of  $2.004.00.  We  canno.t  attribute  to  Congress  the  inten- 
tion to  make  a  classification  which  would  result  in  such  absurdities. 

The  soundness  of  the  conclusion  reached  by  us  is  further  rein- 
forced by  a  consideration  of  the  history  of  this  legislation  and  of  other 
acts  in  par!  materia  which  show  that  it  was  the  consistent  policy 
of  Congress  to  measure  the  compensation  of  all  roads  for  .any  injury 
resulting  from  federal  control  by  their  average  incomes  during  the 
test  period. 

Commissioner  Meyer,  who  wrote  the  dissenting  opinion,  said 
the  holding  of  the  majority,  in  his  opinion,  contemplated  the 
payment  of  a  large  sum  to  the  short  line  railroads  without 
warrant  of  law,  "through  the  disregard  of  what  was  intended 
to  be  an  important  condition  limiting  the  benefits  of  that  sec- 
tion to  a  particular  class." 

"The   word   'deficit'  is  one  of  frequent  use  in   accounting," 


said  he,  "and  when  used  in  connection  with  railway  earnings 
has  become  so  common  as  to  have  passed  from  the  class  of 
technical  accounting  terms." 

Mr.  Meyer  further  declared  it  appeared  that  the  applica- 
tion of  the  word  "deficit"  in  paragraph  (a)  of  section  204,  as 
contended  for  by  the  short  lines  and  accepted  by  the  majority, 
was  without  "precedent  or  parallel." 

In  conclusion  he  said: 

The  construction  adopted  makes  the  short  lines  a  favored  class. 
They  are  guaranted  an  income  at  least  equal  to  that  of  the  test 
period,  and  at  the  same  time  are  able  to  keep  any  income  earned  in 
excess  of  that  measure.  They  were  in  possession  of  their  properties 
and  were  therefore  in  position  to  profit  by  any  opportunities  for  in- 
creased earning,  and,  according  to  the  brief  filed  in  behalf  of  the  short 
lines,  some  of  them  did  so  profit,  in  substantial  amounts.  The  trunk 
lines,  on  the  other  hand,  were  dispossessed  of  their  properties,  and 
regardless  of  the  earnings  of  those  properties  while  under  federal 
control,  were  compensated  for  their  use  only  upon  the  basis  of  the 
test  period  income.  The  status  of  the  short  lines,  under  this  holding, 
is  even  better  than  that  of  the  roads  in  the  guaranty  period  sub- 
sequent to  federal  control;  for  in  order  to  avail  themselves  of  the 
guaranty  the  carriers  were  required  to  obligate  themselves  to  pay  to 
the  government  any  income  in  excess  of  the  test  period  measure. 

The  majority  report  appears  to  be  animated  by  a  belief  that  hard- 
ship will  be  suffered  by  certain  short  lines  if  we  adhere  to  the  inter- 
pretation twice  placed  by  us  upon  this  section.  But,  if ,  true,  this 
would  not  justify  us  in  extending  the  benefits  conferred  by  section 
204  beyond  the  limits  placed  upon  them  by  Congress.  It  is  our 
function  to  administer  the  law,  not  to  make  it.  If  Congress  had  in- 
tended to  extend  the  terms  of  Sec.  204  to  all  short  line  roads,  rather  than 
to  th<!  more  necessitous  of  such  roads,  appropriate  language  would 
have  been  used.  If  our  former  interpretation  is  incorrect,  the  courts 
could  have  rectified  our  error  in  an  appropriate  case;  and,  if  correct, 
the  remedy  of  the  carriers,  if  any,  is  an  appeal  to  Congress  for  an 
amendment  of  the  law. 

I  am  authorized  to  say  that  Commissioners  Hall,  Aitchison  and  East- 
man concur  in  this  dissent. 


RATES   ON   GRAIN  AND  COAL 

The  Tragic   World  Washington  Bureau 

The  Commission  has  instituted  two  further  inquiries  into 
rates  on  grain  and  coal  arising  from  the  fact  that  Illinois,  for 
rate-making  purposes,  interstate,  is  divided  into  two  parts,  and 
because  the  Illinois  commission  has  prescribed  rates  on  coal. 
It  has  reopened  No.  12929,  commonly  known  as  the  western 
grain  rate  case,  and  No.  11703,  in  the  matter  of  intrastate  rates 
within  the  state  of  Illinois. 

The  western  grain  rate  case  had  to  be  reopened  by  reason 
of  the  fact  that  rates  on  grain  made  in  accordance  with  the 
Commission's  decision  in  that  case  from  points  west  of  the  line 
of  the  Atchison,  Topeka  &  Santa  Pe  and  west  of  the  Illinois 
River  are  lower  than  the  rates  from  points  south  and  east  of 
the  Santa  Fe  and  the  Illinois  River.  The  reopening  was  ordered 
on  a  petition  of  the  Illinois  commission  that  the  interstate  rates 
on  wheat  and  hay  between  points  in  that  portion  of  Illinois 
"south  and  east  of  the  line  of  the  Atchison,  Topeka  &  Santa  Fe 
from  Chicago  to  Peoria  and  south  and  east  of  the  Illinois  River" 
and  also  between  points  in  that  portion  of  the  state  and  por- 
tions north  thereof  "are  and  for  the  future  will  be  unjust  and 
unreasonable  to  the  extent  that  they  exceed  the  rates  on  saki 
commodities  between  said  points  in  effect  August  25,  1920,  by 
more  than  20  per  cent  thereof;  and  that  the  interstate  rates 
for  the  transportation  of  coarse  grain  between  all  points  in  the 
Illinois  district  are  and  for  the  future  will  be  unjust  and  un- 
reasonable to  the  extent  that  they  exceed  90  per  cent  of  the 
rates  contemporaneously  applicable  to  the  transportation  of 
wheat  between  the  same  points." 

In  effect,  the  Illinois  commission  complained  against  the 
rates  on  grain  and  hay  established  in  obedience  to  the  order 
of  the  federal  Commission  as  being  in  violation  of  the  first 
section  of  the  interstate  commerce  law. 

The  Commission's  general  inquiry  into  rates  made  by  the 
Illinois  authorities  was  instigated  by  a  petition  for  rehearing 
filed  by  the  northern  Illinois  coal  operators.  The  Commission, 
in  its  order,  said  the  further  hearing  was  to  be  had  for  the 
purpose  of  determining  whether  the  intrastate  coal  rates  were 
unreasonably  discriminatory  against  interstate  commerce,  un- 
duly preferential  of  intrastate  traffic  and  of  shippers  and  locali- 
ties within  the  state,  and  unduly  prejudicial  to  interstate  traffic, 
shippers  and  localities  outside  the  state;  and  also  for  the  pur- 
pose of  considering  whether  the  findings  and  orders  heretofore 
made  by  it  in  these  proceedings  should  be  modified  as  to  intra- 
•state  rates  on  coal  in  Illinois  on  the  ground  that  the  latter  are 
not  related  to  the  interstate  rates  in  such  a  way  as  to  contra- 
vent  the  interstate  commerce  act. 


CONSOLIDATED  CLASSIFICATION  DOCKET 
There  is  published  in  The  Traffic  Bulletin  of  March  11  a 
special  docket  of  the  Consolidated  Classification  Committee  for 
hearings  at  the  Hotel  Raleigh,  in  Washington,  D.  C.,  March  29, 
for  consideration  of  proposals  for  changes  in  and  additions  to 
the  fibre  shipping  container  rules  and  requirements. 
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TRAFFIC  WORLD. 


Marco  11.  1922 


THE    TRAFFIC    WORLD 


531 


Decisions  of  Interstate  Commerce  Commission 


PETROLEUM  AND  PRODUCTS 

After  more  than  two  years'  consideration,  the  Commission 
has  disposed  of  No.  10511,  Western  Petroleum  Refiners'  Associa- 
t-on  TS.  Alabama  £  Vicksburg,  Director-General,  et  al.,  opinion 
>."o.  7423.  66  I.  C.  C.  426-40.  It  announced  what  reasonable  rates 
on  petroleum  and  its  products  would  be  from  the  Ranger  and 
Burkbumett  groups  to  Oklahoma  group  3  and  Kansas  group  2 
in  the  mid-continent  field  and  from  Shreveport  to  St  Louis. 
East  St  Louis  and  Kansas  City,  with  directions  to  make  rates 
to  points  beyond  so  as  to  have  them  in  harmony  with  the  rela- 
tionships prescribed  for  the  Texas  groups  and  in  the  Mid- 
continent  Case,  36  I.  C.  C.  109. 

It  issued  no  order  but  said  it  expected  the  carriers  to  es- 
tablish the  indicated  rates  within  ninety  days.  If  they  failed 
the  Commission  said  the  matter  should  again  be  brought  to  its 
attention. 

The  report  also  covers  No.  10551,  Northland  Oil  Co.  vs.  A.  T. 
£  S.  F.,  Director-General,  et  al..  in  which  the  question  at  issue 
was  the  proper  rating  of  unfinished  distillates.  The  Commission 
dismissed  that  case,  without  prejudice,  because  It  said  the  parties 
did  not  desire  to  litigate  the  issue  in  this  proceeding.  That 
issue  is  involved  in  some  court  cases  in  the  southwest. 

The  cardinal  points  In  the  decision  are  that  rates  from  the 
Ranger  and  Burkbumett  groups  in  Texas  to  the  Oklahoma  and 
Kansas  groups  before  mentioned  and  from  Shreveport  to  Kansas 
City,  St.  Louis  and  East  St.  Louis  are  unreasonable.  The  rates 
from  the  Texas  to  the  mid-continent  groups  were  stated  on  crude 
while  the  rates  from  Shreveport  to  the  destinations  before  men- 
tioned were  on  refined,  with  direction  that  rates  on  crude,  gas 
and  fuel  oils  be  made  five  cents  per  100  pounds  less.  The  terms 
i  f  the  complaint  embraced  rates  from  all  producing  and  refin- 
ing points  in  Texas  and  Louisiana  to  all  destinations,  but  at  the 
hearing  destinations  to  Arkansas  and  Louisiana  were  excepted 
and  the  assault  upon  rates  to  the  lower  Mississippi  River  cross- 
ings and  the  southeast,  usually  made  by  combination  upon  the 
lower  MimilKalppI  crossings,  the  Commission  said,  was  abandoned 
so  that  in  the  last  analysis,  the  ease  became  one  In  which  the 
complaining  association  asked  rates  properly  aligned,  from  the 
Texas  producing  and  refining  groups,  to  the  Oklahoma  and 
Kansas  groups  of  the  mid-continent  field  and  from  Shreveport  to 
the  rate-breaking  points.  In  fact,  while  the  terms  attacked  the 
rates  to  the  northern  markets,  by  name,  the  testimony  confined 
the  case  to  the  rate-breaking  points  because  the  maladjustment 
concerning  which  complaint  was  made  was  In  the  rates  to  the 
breaking  points,  and  not  beyond.  The  rates  beyond  were  estab- 
lished in  the  Mid-continent  case  and  alignment  up  to  the  rate- 
breaking  points,  almost  automatically  would  establish  them  to 
points  beyond. 

All  the  rates  mentioned  In  the  report  as  "present  rates" 
referred  to  the  ones  In  effect  prior  to  the  operative  date  of  Ex 
Parte  74.  All  the  key  rates  prescribed  In  this  report,  therefore. 
are  subject  to  the  Increases  made  August  26,  1920.  They  were 
the  "present  rates"  when  the  record  was  made  and  the  "pres- 
ent rates"  when  the  case  was  argued  and  submitted  to  the  Com- 
mission December  4,  1919. 

Commissioner  Hall,  author  of  the  report,  said  all  parties 
were  hopelessly  at  odds  over  the  method  for  arriving  at  just. 
reasonable  and  non-discriminatory  rates.  The  only  point  on 
which  they  all  agreed,  he  ss>id.  .was  that  the  difference  In  rates 
on  refined  and  crude  oils  found  by  the  Commission  in  the  Mld- 
rontlnent  case  was  proper.  That  difference,  at  the  time  tire 
finding  was  made,  was  five  cents  per  100  pounds,  since  Increased 
by  the  varying  percentages  of  Increase  In  the  base  rates. 

The  complainant  asked  for  rates  from  the  two  Texas  groups 

••.f  mid-continent  group  of  17.5  c»nts  with  rates  to  St  Louis 
•  r-r|  Kansas  City  differentials  over.  The  Texas  Petroleum  As- 
sociation objected  and  asked  for  two  groups.  The  Shreveport 
Intervenes  supported  the  complaining  association.  The  rall- 
rnads  admitted  the  chaotic  condition  of  the  rates.  In  disposing 
of  the  ease  the  Commission  made  the  following  findings: 

On  xccount  of  the   relatively   abort   haul*  from   the  Ti-xa*   icr-nip* 
iklahoma  group  3  and   Kansas  group  2.   and  the  considerable  dif- 
ference In  the  nvrnge  distances  to  the  lnit»r  Iwo  group*,  we  do  not 
f««l  that  SBbstanUnl  Ju.«i|.-.-  would  he  accorded  to  the  refining  point* 
iktaMSM  group  J.   where  »h«  hulk  of  th«  refining  In  In- 

cluding; th.  m  with  point*  In  Kansas  croup  1  on  shipments  from  th.  -• 
i    rrmip*> 


herein  prescribed  on  crude  oil  from  and  to  the  name  points  by  more 
than    5    cents. 

Subsequent  to  our  decision  in  the  Midcontinent  Case  the  defend- 
ants established  rates  from  points  like  Drumrlght,  Oklahoma  City. 
Ardmore.  and  Knid.  higher  than  those  prescribed  from  the  midcon- 
tlent  group.  On  crude  oil  from  Texas  to  these  points  complainant 
contends  that  In  order  to  preserve  the  competitive  adjustment  the 
rates  should  be  less  than  the  rates  to  the  midcontinent  group  by  the 
same  amounts  as  the  rates  on  the  refined  oil  to  St.  Louts,  for  In- 
stance, are  greater  than  the  rates  from  the  midcontinent  group.  The 
rates  on  the  outbound  products  from  the  Oklahoma  points  referred  to 
are  not  before  us  in  this  proceeding  and  have  never  been  passed  upon 
by  us.  Defendants  propone  to  readjust  them.  The  record  is  not  suf- 
ficient to  warrant  us  In  prescribing  rates  from  Texas  to  these  points 
hut  defendant*  should  have  no  difficulty  In  establishing  rates  which 
will  result  In  a  harmonious  relationship  to  the  rate*  prescribed  in  the 
Midcontinent  Case  and  In  this  proceeding. 

The  rate  of  14. 5  cents  from  the  midcontinent  field  to  St.  Louis 
for  an  average  distance  of  411  miles  yields  ton-mile  earnings  of  11.9 
mills.  The  rate*  of  26.5  cent*  from  Shreveport  for  567  miles  yields 
9.3  mills. 

It  I*  obvious  that  a  2-cent  spread  between  the  two  groups  for  an 
additional  haul  of  155  mile*  U  too  narrow.  The  maximum  rates  of 
tt.5  and  31.5  cents,  prescribed  to  Kansas  City  from  Burkbumett  and 
Ranger  group*,  respectively,  will  yield  11.4  and  10.3  mills  per  ton- 
mile.  The  31.5-r«-nt  rate  proposed  by  defendants  would  yield  11.2 
mill*. 

We  And  that  the  present  rate  on  refined  oil.  In  tank-car  loads 
from  Shereveport  to  Kaunas  City  is  and  for  the  future  will  be  un- 
reasonable to  the  extent  that  It  exceeds  30.5  cents,  and  that  the  same 
rate  will  be  a  reasonable  maximum  rate  for  the  future  from  Shreve- 
port to  St.  Lout*.  Rate*  to  points  beyond  should  be  established  In 
the  same  manner  a*  rate*  from  the  Burkbumett  and  Hanger  groups. 

Rates  on  crude,  gas.  and  fuel  oils  should  be  5  cents  less  than 
those  on  refined  oils.  Thin  will  result  In  a  rate  on  crude,  gas,  and 
fuel  nils  of  25.5  cents  to  St.  Louis  and  Kansas  City.  In  Consolidated 
Oil  Refining  Co.  vs.  K.  •  i'o..  53  I.  C.  C..  96.  we  found  that 

*  rate  of  22  cent*  applied  on  various  carload  shipments  of  crude  pe- 
troleum forwarded  during  1916  over  various  route*  from  Shreveport 
and  Crtchton.  La.,  to  Ba»t  St.  l/otil».  III.,  had  not  been  shown  unrea- 
sonable. Thin  rate  If  Increased  by  4.5  cent*  a*  was  done  generally  in 
modification  of  the  rates  increased  under  general  order  No.  28  would 
result  In  a  rate  of  16.5  rent*. 

The  Shreveport  lntrrv«-ner*  stated  that  their  principal  Interest  was 
In  the  rate*  to  northern  markets,  such  a*  Chicago,  and  Introduced 
little  evidence  a*  to  their  rate*  to  point*  In  the  midcontinent  group. 
It  I*  said  that  Home  of  the  midcontinent  refineries  can  handle  I/oulslana 
crude,  valuable  for  Its  lubricant  content*.  The  record  affords  no  ade- 
quate basis  for  prescribing  rates,  but  defendant*  should  establish 
rate*  which  will  harmonlx*  with  those  herein  prescribed  from  tin 
Texas  group*  to  the  midcontinent  group 

•indlng*  arc  to  be  understood  a*  nfovldlng  that  to  the  amount* 
I  herein  specifically  named  there  shall  he  added  the  Increase  author- 
ised In  Increased  Rates,  1920.  5»  1  jn.  No  order  will  be  en- 
tered at  this  time.  It  Is  exported  that  defendants  will,  within  90 
day*  from  the  service  of  this  report,  establish  rate*  observing  the 
maxima  herein  found  reasonable,  subject  to  the  Increase  authorized 
In  the  rase  last  cited,  and  line  up  rate*  to  Intermediate  point*  with 
thorn-  found  reasonable  to  key  point*  or  group*  of  point*.  If  de- 
fendant* fall  to  do  this  the  matter  may  be  called  to  our  attention  for 
such  further  action  a*  may  then  be  found  necessary. 


ire  of  opinion  a 
oad*,  from  th«  Burklm 


d  that  the  rate«  on  crude  oil. 
group  to  point*  In  Oklahoma 
•"P  S  will  xtenl  that 

and    from    th>- 

nt  that  they  exceed  II.  S  rent*  and  21.5  cents. 

necpA*arllv  restricted  to  rni.le  oil,  an  the 

I    la   illcnt   as    to    •  of   gas   and    fuel   oil*    to    these 

The  present   rate*  on   refined  oil.   In  tank-rar  load*,   from   and   to 
these  groups  »•  ,   oil.     We  find  that  they 

will  he  unreasonable  to  the  extent  that  they  exceed  the  maxima  rate* 


C.  &  E.  I.-ST.  L.  S.  F.  DIVISIONS 

What  the  Commission  thinks  would  have  been  just,  reason- 
able and  equitable  divisions  for  the  Chicago  &  Eastern  Illinois 
to  have  received  on  and  since  September  24.  1920.  from  the  St. 
Louln-San  Francisco  have  be*-n  prescribed,  in  a  report  written 
by  Chairman  IfcChord  on  No.  11285.  William  J.  Jackson,  re- 
ceiver of  the  properly  of  the  Chicago  &  Eastern  Illinois  Railroad 
Company,  vs.  St.  Louis-San  Francisco  Railway  Company,  opinion 
No.  7411,  66  I.  C.  C.  359-70,  as  to  traffic  Interchanged  at  Chaffee, 
Mo.  The  Commission  found  the  divisions  allowed  the  com- 
plaining road  were  unjust,  unreasonable  and  Inequitable.  Their 
basis  was  established  while  the  two  roads  were  part  of  the 
same  system.  The  complaint  was  filed  September  24.  1920, 
•Mspce  the  finding  go?*  back  to  that  -date.  In  its  finding  the 
Commission  said: 

We  further  find  that  the  just,  reasonable,  and  equitable  divisions 
nut  of  the  said  joint  rate*,  to  which  the  Eastern  Illinois  Is  and  for 
the  future  will  he.  entitled  are  a*  follows:  (a)  on  traffic  which  crosses 
the  Mississippi  River  at  Thebes  nnd  Memphis,  where  the  expense  of 
the  Memphis  crossing  Is  borne  by  the  Fn*co,  the  amount  ordinarily 
allowed  carriers  for  the  haul  north  of  Cairo  or  Thebes:  (b)  on  coal 
from  mine*  on  the  Eastern  Illinois  In  the  southern  Illinois  district. 
92.5  cents  per  ton  to  Thebes,  and  2  r.-nts  per  100  pounds  or  40  cents 
per  ton.  for  services  from  Thetx-s  I.,  Omtf--":  ;m.l  (c)  ,,n  other  traffic. 
In  addition  to  the  revenue  accruing  to  the  Kastern  Illinois  east  and 
north  of  Thebe*.  amounts  as  follows:  on  less-than-carloud  traffic,  5.5 
cents  per  100  pound*;  on  carload  traffic,  except  lumber.  2.5  cents  per 
100  pounds,  and  on  lumber  1  cents  per  100  pounds. 

We  further  find  that  the  Eastern  Illinois  Is  entitled  to  an<}  should 
receive  the  entire  llne-hmil  revenue  on  It*  local  traffic  to  and  from 
•  'hafr 

With  respect  to  joint  rates  whl.li  have  been  established  pursuant 
to  findings  or  orders  of  this  Commission.  Including  those  established 
pursuant  to  the  authority  granted  In  Increased  Rates.  1920.  68  I.  c. 
'.  220,  we  find  that  tin  divisions  thereof  received  by  the  Kastern 
Illinois  should  be  adjusted  upon  the  hnsi>»  nlmve  found  just,  reason- 
able, and  e<|iiltal.|. .  err..tlv»  as  of  September  24,  1920. 


COAL,  N.  MEXICO  TO  ARIZONA 

Reversing  Its  prior  decision  that  the  rate*,  on  coal  were  not 
unreasonable,  the  Commission.  In  No.  10714.  United  Verde  Kx- 
i'-nsion  Mining  Co.  vx  I'nlti-d  Verde  &  Pacific,  Director-General 
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et  al.,  opinion  No.  7413,  66  I.  C.  C.  377-8,  has  held  that  rates 
on  coal  from  Dawson,  N.  M..  to  Clarkdale  and  Jerome,  Ariz., 
shipped  between  October,  1917,  and  December,  1918,  were  un- 
reasonable to  the  extent  that  they  exceeded  $6.50  per  net  ton 
prior  to  June  25,  1918,  and  after  that  date  that  the  rate  to 
Clarkdale  was  unreasonable  to  the  extent  that  it  exceeded  $7  per 
net  ton  and  that  the  present  rate  to  Clarkdale  is  unreasonable 
in  that  it  exceeds  $8.75  per  net  ton.  The  rate  of  $8.75  is  to 
be  established  for  the  future  not  later  than  June  1.  With 
respect  to  the  rate  to  Jerome  the  Commission  held  that  it  was 
unreasonable  to  the  extent  it  exceeded  $7  per  net  ton  to  Jerome 
Junction  plus  the  local  rate  beyond.  In  view  of  the  fact  that 
the  present  rate  to  Jerome  is  the  Clarkdale  combination  and  that 
the  Verde  Tunnel  &  Smelter  Railroad,  the  only  carrier  serving 
Jerome,  was  not  a  party  to  the  case,  the  Commission  made  no 
finding  respecting  the  present  rate  to  Jerome. 

Dissenting,  Commissioner  Hall  said  nothing  had  developed 
on  the  further  hearing  warranting  a  reversal.  Therefore,  he 
said  the  reasons  stated  in  the  original  report,  57  I.  C.  C.  300, 
should  again  cause  the  dismissal  of  the  complaint. 

OHIO-INDIANA   TRACTION   RATES 

A  holding  that  the  respondents  had  not  justified  their  pro- 
posals has  been  made  by  the  Commission  in  its  report  on  I.  and 
S.  No.  1450,  opinion  No.  7427,  66  I.  C.  C.  449-51.  The  case  grew 
nut  of  a  fight  between  electric  railroads  operating  in  Ohio  and 
Indiana.  They  proposed  to  cancel  class  rates  from  Indiana  points 
of  origin  to  Ohio  destinations  via  the  Terre  Haute,  Indianapolis 
&  Eastern  Traction  Co.,  because,  among  other  things,  they  could 
iiot  agree  upon  divisions,  and  another,  that  one  carrier  closed 
a  route  for  traffic  through  Richmond.  Indianapolis  and  Louis- 
ville protested.  It  was  proposed  to  cancel  joint  rates  from 
Indianapolis  over  the  Terre  Haute,  Indianapolis  &  Eastern  and 
the  Dayton  •&  Western  -to  points  on  the  Indiana,  Columbus  & 
Eastern,  east  of  Dayton.  A  further  proposal  was  to  cancel  joint 
rates  from  points  on  the  Interstate  Public  Service  Company  and 
its  connections  to  destinations  on  the  Indiana,  Columbus  & 
Eastern,  and  to  points  beyond.  The  Commission  ordered  the 
cancellation  schedules  to  be  cancelled.  The  Commission  regarded 
the  move  as  a  retaliation  by  the  Interstate  Public  Service  Com- 
pany and  its  affiliated  lines  against  the  action  of  the  Indiana, 
Columbus  &  Eastern,  which  sought  to  eliminate  routes  through 
Richmond;  that'proposed  closing  of  the  routes  through  Richmond, 
the  Commission  said,  was  the  outgrowth  of  inability  of  the  car- 
liers  to  agree  upon  divisions  and  that  such  disagreement  could 
not  be  permitted  to  cause  suffering  to  the  public. 


RATES  ON  PULLED  WOOL 

The  carriers,  by  an  order  in  No.  10282,  Swift  &  Co.  vs. 
A.  T.  &  S.  F.,  Director-General  et  al.,  opinion  No.  7419,  66 
I.  C.  C.  409-14,  are  required  to  establish  rates,  not  later  than 
May  29,  on  pulled  wool,  in  the  grease,  carloads,  from  Chicago 
to  points  in  Trunk  Line  and  New  England  territories  not  higher 
than  rule  26,  minimum  32,000,  subject  to  rule  34  of  the  govern- 
ing classification.  It  held  unreasonable  for  the  future  the  third 
class  rates,  applicable  to  carloads  with  a  minimum  of  16,000 
pounds.  The  complainants  asked  for  a  fourth  class  rating  on 
such  pulled  wool  in  the  grease  in  machine  pressed  bales,  but 
the  Commission  prescribed  the  rating  before  mentioned. 

It  held  the  proportional  rates  and  minima  from  the  Mis- 
sissippi River  crossings  not  unreasonable.  It  held  the  rates 
not  unreasonable  for  the  past  because  the  rating  was  estab- 
lished, the  Commision  said,  on  its  suggestion  carried  in  Trau- 
gott  Schmidt  &  Sons.  vs.  M.  C.  R.  R.,  23  I.  C.  C.  684.  In  that 
case  the  Commission  said  wool  in  Official  Classification  territory 
might  well  take  third  class  on  a  minimum  of  16,000  pounds 
instead  of  second  on  a  minimum  of  10,000  pounds.  The  com- 
plaining packers  said  that  that  suggestion  was  obviously  based 
on  wool  in  sacks  and  that  the  Commission  probably  was  not  in- 
formed concerning  the  large  movement  at  that  time  of  wool  in 
machine  pressed  bales,  which  readily  loaded  in  excess  of  24,000 
pounds  per  car.  The  Commission,  however,  refused  to  act  on  the 
suggestion  it  was  not  informed  on  the  point  and  prescribed  rule 
26  rating. 

The  report  also  embraces  No.  10375,  Armour  &  Co.  vs.  same 
et  al. 

RATES  FROM  BRANCH  LINE  POINTS 

In  a  report  on  No.  10858,  State  of  Idaho  ex  rel.  Public 
Utilities  Commission  of  the  State  of  Idaho  vs.  Director-General, 
Oregon  Short  Line  et  al:,  opinion  No;  7407,  66  I.  C.  C.,  330-7, 
the  Commission,  with  Commissioners  Hall  and  Lewis  dissent- 
ing, held  unduly  prejudicial  blanket  interstate  rates  from  and 
to  points  on  the  Wilder  and  Murphy  branches  of  the  Oregon 
Short  Line,  higher  than  the  rates  contemporaneously  maintained 
to  and  from  Nampa,  Emmet  t  and  Boise;  and  the  maintenance  of 
rates  maintained  upon  a  graded  basis  from  and  to  points  on 
these  branches  higher  than  from  and  to  points  for  like  dis- 
tances on  the  Emmett  and  Boise  branches,  not  unreasonable  but 


unduly  prejudicial.  A  further  finding  was  that  rates  to  and 
from  points  on  the  Caldwell  Traction  Company  to  and  from  inter- 
state destinations  were  neither  unreasonable  nor  unduly  pre- 
judicial. 

The  report  also  covers  No.  11386,  same  vs.  same.  That  com- 
plaint was  rendered  moot  by  the  forfeiture  of  the  lease  to  the 
Wilder  branch  by  the  Caldwell  Traction  Company,  which  was 
operating  it  at  the  time  the  complaint  was  filed. 

The  issue  was  as  to  whether  the  complaining  communities 
on  the  two  branch  lines  should  be  compelled  to  pay  higher  rates 
than  the  communities  on  the  main  line  or  on  some  other  branches. 
The  rates  paid  by  the  communities  for  which  the  utilities  com- 
mission made  complaint  were  generally  made  by  combination  on 
the  junctions.  The  report  said  little  evidence  was  presented 
to  show  the  rates  unreasonable.  Commissioner  Hall  said  there 
was  no  evidence  of  undue  prejudice  and  that  therefore  the  com- 
plaints should  have  been  dismissed.  On  the  general  subject  of 
higher  rates  from  branch  line  points,  the  Commission  said: 

When  points  distributed  over  an  extensive  area  are  grouped  and  a 
blanket  rate  applied  to  or  from  all  such  points,  the  fact  that  points 
lyintr  within  that  blanket  are  on  a  branch  line  does  not  argue  as 
strongly  that  there  should  be  a  branch-line  differential  as  when  the 
rates  are  applied  upon  a  graded  basis.  The  question  of  whether  or 
not  there  should  be  such  a  differential  in  connection  with  blanket 
rates  depends  in  a  large  measure  upon  how  extensive  the  blanket  Is. 
In  the  territory  involved  the  blankets  are  necessarily  large.  In  an 
«'X(«-n.s>c  blanket  a  branch-line  haul  of  30  miles  loses  its  significance 
unless  it  is  made  to  appear  that  the  branch-line  operation  is  much 
more  expensive  than  main-line  operations  from  remoter  parts  of  the 
blanket. 


CLASS  RATES  FROM  LA  CROSSE 

In  a  report  on  further  hearing,  written  by  Commissioner 
Meyer,  in  No.  8525,  La  Crosse  Shippers'  Association  vs.  Ann 
Arbor  et  al.,  opinion  No.  7412,  66  I.  C.  C.  371-6,  the  Commis- 
sion has  adhered  only  to  its  finding  in  the  Wisconsin  Rate  Cases, 
44  I.  C.  C.  602,  as  to  class  rates  from  La  Crosse  to  destinations 
in  trunk  line.  New  England,  and  Central  Freight  Association 
territories.  In  the  original  report  in  this  and  the  related  Wis- 
consin rate  cases  the  Commission  prescribed  class  rates  "be- 
tween" New  York  and  La  Crosse  145  per  cent  of  the  New  York 
Chicago  rates  and  required  that  rates  between  trunk  line  and 
New  England  points  on  the  one  hand  and  La  Croese  rn  the  other 
should  bear  the  same  relation  to  the  new  New  York-La  Crosse 
rates  that  they  had  theretofore  borne  to  the  old  rates.  Increases 
in  the  rates  to  Chicago  following  The  Fifteen  Per  Cent  Case 
resulted  in  rates  to  La  Crosse  the  same  as  those  to  St.  Paul. 

Although  the  Commission  required  the  establishment  of 
rates  so  constructed  the  carriers  persuaded  the  Commission  to 
extend  the  effective  date  of  its  order  as  to  the  eastbound  rates 
and  to  grant  a  further  hearing.  Application  was  made  by  the 
Milwaukee,  the  North  Western,  and  the  Burlington  for  the 
further  hearing.  Their  opposition  to  the  rates  was  based  upon 
the  ground  that  the  volume  of  traffic,  as  well  as  the  merchandise 
loading  per  car,  was  heavier  westbound  than  eastbound;  that  the 
westbound  rates  were  the  result  of  competition  of  rail-lake-and- 
rail  routes  for  the  heavy  merchandise  tonnage  of  the  Twin 
Cities,  whereas  there  was  little  traffic  offered  eastbound  and 
the  boat  lines  were  not  active  competitors  for  such  traffic,  be- 
cause eastbound  there  were  available  attractive  cargo  lots  of 
grain  and  grain  products;  that  combination  rates  applied  to 
trunk  line  territory  from  the  Twin  Cities,  iEau  Claire,  Chippewa 
Falls,  and  points  in  the  territory  naturally  related  to  La  Crosse. 
including  points  from  which  the  combination  basis  was  approved 
in  the  Commission's  original  report;  that  to  require  rates  from 
La  Crosse  to  trunk  line  territory  lower  than  the  combination, 
the  carriers  feared,  would  bring  about  a  demand  from  such 
points  for  like  action  and  result  also  in  the  reduction  in  rates 
from  directly  intermediate  points,  from  some  of  which  the  com- 
bination basis  was  also  approved  in  the  original  report;  and 
that  the  rates  from  La  Crosse  would  be  relatively  lower  than 
those  from  St.  Paul  and  produce  lower  ton  mile  earnings 
although  for  a  longer  distance. 

The  Commission  said  that  while  it  would  appear  that  the 
eastbound  rates  might  properly  be  the  same  as  the  westbound, 
it  could  not  on  this  record  require  a  reduction  in  the  eastbound 
rates  corresponding  to  that  on  the  westbound. 

Commissioner  Campbell,  dissenting,  said  that  this  finding 
on  rehearing  which  allows  higher  rates  eastbound  than  west- 
bound is  inconsistent.  He  believed  the  finding  in  the  original 
report  that  they  should  be  the  same  in  both  directions  should 
have  been  reaffirmed  and  made  operative. 


RATES  ON  LEAF  TOBACCO 

A  finding  of  unreasonableness,  an  award  of  reparation  and 
im  order  to  establish  the  rates  found  reasonable,  have  been  made 
in  No.  11787,  Roth  Tobacco  Company  vs.  St.  Ixjuis-San  Francisco, 
Diivctor-General  et  al.,  opinion  Xo.  7404.  06  I.  C.  C.,  314-19,  as  to 
combination  rates  on  unmanufactured  or  leaf  tobacco  in  hogs- 
heads, from  points  in  Kentucky,  Tennessee  and  Indiana  to  Cape 
Girardeau,  Mo.  They  were  also  held  unduly  prejudicial,  but  the 
Commission,  having  held  them  also  unreasonable,  prescribed  the 
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measure  of  the  rates  to  be  substituted,  leaving  no  option  to  the 
carriers  involved. 

The  points  of  origin  are  Springfield.  Gallatin,  Hartsville  and 
Westmoreland.  Tenn..  and  Franklin.  Ky..  on  the  Ixjuisville  & 
Nashville;  Hopkins ville,  Ky..  on  the  Illinois  Central;  Carthage. 
Tenn.,  on  the  Tennessee  Central ;  Murray.  Ky..  on  the  Nashville. 
Chattanooga  A  St.  Louis,  and  Booneville.  Ind..  on  the  Southern. 
Complainant  also  attacked  the  rates  from  Paducah,  Ky.,  but 
later  abandoned  that  allegation. 

The  Commission  found  the  rates  unreasonable  and  unduly 
prejudicial  prior  to  August  26.  1920.  from  Murray.  Ky.,  to  Cape 
Girardeau.  to  the  extent  the  total  rate  charged  exceeded  46.5 
cents  per  100  pounds,  and  to  Cape  Girardeau  from  the  remaining 
points  of  origin  to  the  extent  that  the  rates  charged  exceeded  the 
rates  to  Cairo,  111.,  plus  the  following  amounts,  in  cents  per  100 
rounds:  from  Booneville,  Ind..  and  Carthage.  Tenn.,  14  cents; 
from  Franklin.  Ky..  and  Westmoreland.  Tenn..  15  cents;  from 
Hartsville,  Tenn.,  16  cents;  from  Gallatin  and  Springfield.  Tenn  . 
17  cents,  and  from  Hopkinsville.  Ky..  20  cents,  minimum  22.000 
pounds  on  shipments  In  bulk,  and  any  quantity  on  shipments  In 
hogsheads,  and  that  the  rates  since  August  25.  1920,  have  been, 
and  the  present  rates  are  and  for  the  future  will  be,  unreason- 
able and  unduly  prejudicial  to  the  extent  that  they  exceeded  or 
exceed  the  rates  found  reasonable  for  the  period  prior  thereto 
•object  to  the  Increase  authorized  In  Ex  Parte  74. 

The  rates  indicated  as  reasonable  and  non-prejudicial  are  to  be 
established  not  later  than  May  1. 


an  undertaking  which  at  the  outset  would  not  be  a  financial  suc- 
cess and  would  not  hold  out  hope  for  the  future. 


CITRUS  FRUIT  IN  FIELD  BOXES 

The  Commission  has  dismissed  No.  12368,  Florida  Citrus  Ex- 
change vi.  Director-General,  as  agent,  opinion  No.  7400,  66  I.  C. 

"i"-8,  holding  the  charges  collected,  during  federal  control, 
on  citrus  fruit.  In  fleld  boxes.  In  1919,  on  intrastate  shipments. 
»ere  not  unreasonable.  The  charges  were  collected  by  the  At- 
lantic Coast  Line  under  a  tariff  effective  October  23,  1918,  which 
stated  rate*  for  cltras  fruit  in  fleld  boxes  not  greater  In  slxe  than 
the  standard  citrus  fruit  boxes  prescribed  by  act  of  the  Florida 
legislature,  passed  in  June.  1915.  Rates  on  the  fleld  boxes  were 
•inued  by  the  Coast  Une  until  1918  on  the  representations  of 
shipper*  that  they  had  Invested  in  boxes  of  that  kind,  half  the 
slxe  of  the  standard  boxes,  and  desired  to  save  their  Investment. 
The  complaint  that  the  rates  were  unreasonable,  the  report  said. 
was  based  solely  on  the  fact  that  the  charges  were  the  same  as 
If  the  boxes  had  been  full  slxe.  The  Commission  said  that  did 
not  show  the  charges  to  have  been  unreasonable,  but  a  result 
from  the  election  of  the  shippers  to  use  the  smaller  boxes  under 
rates  established  to  apply  on  boxes  of  fruit  not  exceeding  cer- 
tain dimensions. 


RATES   ON    PRINTING   PAPER 

The  Commission  ha*  dismissed  No.  12263.  Ault  A  Wiborg 
•  nan)-  vs.  L.  A  N..  Director-General  et  al..  opinion  No.  7379, 
••  I.  C.  C.,  247-8,  holding  the  rates  on  printing  paper.  In  carload*. 
from  Hamilton.  O..  to  Mobile,  Ala.,  for  export.  In  January  and 
February.  1920.  was  not  unreasonable.  A  Joint  fifth  class  rate 
of  39  cents  applied  and  was  collected  for  the  shipments  over  the 
I-  A  N.  There  was  a  combination  of  32.5  cents  over  the  Southern 
and  later  that  rate  was  made  applicable  over  the  route  of  move- 
ment, but  the  Commission  held  the  higher  rate  not  unreasonable. 


ACID.   FROM   HILLSBORO,    ILL 

The  Commission.  In  a  modification  of  its  original  report  In 
I.  and  8.  No.  1259.  60  I.  C.  C.  583.  has  allowed  the  carriers  In 
volved  to  establish  rates  on  add,  N.  O.  I.  B.  N..  In  tank  cars, 
from  Hlllsboro,  III.,  to  Cincinnati,  Evansvllle  and  Jefferxonvllle. 
no  higher  than  the  rates  ordered  to  be  cancelled  by  the  original . 
report  In  this  case.  The  effect  of  the  former  decision  was  to 
hold,  as  having  been  Justified,  a  commodity  rate  of  20.5  cents. 
The  case  was  reopened  at  the  request  of  the  American  Zinc. 
Lead  A  Smelting  Co..  the  original  protestant.  At  the  further 
hearing  It  was  brought  out  that  the  Southern  had  changed  its 
rates  from  Copperhlll.  Tenn..  so  as  to  make  the  former  holding 
of  Justification  untenable,  hence  the  modification  permitting 
the  carriers  to  do  what  they  originally  Intended.  The  modified 
report  is  I.  A  8.  No.  1259.  Acid  From  Hlllsboro.  III.,  to  Ohio 
River  Points,  opinion  No.  7415.  6«  I  C.  C.  383  5. 


C.   B.  A  Q.   EXTENSION   NOT   REQUIRED. 

A  proposed  extension  of  the  Chicago,  Burlington  A  Qulncy 
from  Erlcson  to  Chambers.  Neb.,  requested  In  a  formal  complaint 
by  Kira  W.  Cooke.  acting  for  himself  and  some  200  other  resi- 
dents of  Holt  and  Wheel. T  counties.  Neb..  Is  not  reasonably  re- 
quired In  the  Interest  of  public  convenience  and  necessity,  the 

mission  has  held  In  dismissing  the  complaint  In  No.  11 
Rzra  W.  Cooke  vs.  C.  H   A  Q..  oplni-.n  N.,    TIJX.  f,f,  I.  C 

The  complaint  wax  Hied  under  paragraph  21  of  section  I 
of  the  in  ruler  which  the  Commission  may 

re  a  carrier  to  extend   ltd  line. 

The  Commission  said  that  the  issuance  of  the  order  prayed 
for  would  require  defendant  to  Invest  a  large  sum  of  money  in 


RATE   ON    BAUXITE  ORE 

The  complaint  in  No.  12069.  General  Chemical  Co.  vs.  Di- 
rector-General, as  agent.  Central  of  Georgia  et  al.,  opinion  No. 
7425.  66  I.  C.  C.  443-4.  has  been  dismissed  by  the  Commission  on 
a  finding  that  rates  on  bauxite  ore  from  Republic,  Ga.,  to  Chicago 
Heights,  111.,  in  1918.  were  not  unreasonable  or  otherwise  un- 
lawful. 


RATES   ON    FRESH    MEAT 

An  award  of  reparation  has  been  made  by  the  Commission 
in  No.  12332,  Armour  &  Co.  vs.  D.  L.  &  W.  and  Director-General, 
as  agent,  opinion  No.  7426,  66  I.  C.  C.  445-8,  on  a  holding  that 
the  rates  charged  by  defendants  on  10  carloads  of  imported 
fresh  pork,  moved  during  September,  1919,  from  the  freezer  of 
the  Eastern  States  Refrigerator  Company,  Jersey  City,  to  com- 
plainant's plant  at  Jersey  City,  were  unreasonable  to  the  extent 
that  they  exceeded  $15  per  car. 


RATE  ON  MANGANESE  ORE 

The  Commission  has  awarded  reparation  in  No.  12352,  C.  G. 
Chevalier  vs.  Director-General,  as  agent,  opinion  No.  7421.  66 
I.  C.  C.  421-2,  on  a  finding  that  a  rate  of  $5.52  per  long  ton  on 
manganese  ore,  from  First  Ford,  Va..  to  Pittsburgh  and  Sharps- 
burg,  Pa.,  was  unreasonable  to  the  extent  that  it  exceeded  $4.50 
per  long  ton.  a  subsequently  established  rate.  The  ore  moved 
between  March  3  and  June  2.  1919. 


COFFEE,  NEW  ORLEANS  TO  JACKSON 
A  condemnation  of  unreasonableness,  an  award  of  repara- 
tion, and  an  order  directing  the  establishment  of  a  reasonable 
rate  have  been  made  tn  No.  12029.  Macgowan  Coffee  Co.  vs. 
Illinois  Central.  Director-General  et  al..  opinion  No.  7417,  66 
I.  C.  C.  389-92.  as  to  rates  on  green  coffee  from  New  Orleans  to 
Jackson,  Miss.  The  carriers  are  to  establish  a  rate  not  exceed- 
ing 40  cents  per  i""  pounds  not  later  than  May  6. 

The  Commission  found  the  rate  not  unreasonable  prior  to 
January  28.  1920,  but  unreasonable  after  that  date  to  the  extent 
It  exceeded  40  cents.  The  rate  in  effect  on  January  28,  1920. 
was  43  cents:  after  August  26.  1920,  it  was  54  cents.  In  I.  and 
S.  No.  1303  the  carriers  proposed  a  rate  of  40  cents  applicable 
on  and  after  March  1.  1921.  but  thp  Commission  ordered  the 
cancellation  of  the  schedules  suspended  in  I.  and  S.  No.  1303, 
Including  the  40-cent  rate  which  Is  to  be  established  In  May. 
It  said  In  the  report  In  this  case,  however,  that  It  had  not  spe- 
cifically condemned  the  40-cenl  rate  as  unreasonable. 


RATES  ON   NITRATE  OF  SODA 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  12266.  Barrett  Company  vs.  Pennsylvania. 
Director-General  et  al..  opinion  No.  7414.  66  I.  C.  C.  381-3,  as  to 
an  Import  rate  on  nitrate  of  soda,  carloads,  from  Port  Richmond 
to  Frankford.  stations  tn  Philadelphia.  The  shipments  moved 
in  1919.  and  In  1920.  prior  to  August  26.  The  Commission  held 
the  rate,  prior  to  February  29,  1920.  was  unreasonable  to  the 
extent  It  exceeded  9  cents  per  100  pounds.  A  further  finding 
was  that  the  rate  of  9  cents  In  effect  between  February  29  and 
August  25.  1920.  was  not.  and  that  the  present  rate  of  12.5  cents 
In  effect  from  and  after  August  26,  1920,  is  not  unjust  or  un- 
reasonable. 


REPARATION  ON   SALT 

The  Commission  has  modified  Its  first  report  on  No.  11611, 
Mulkey  Salt  Co.  vs.  Wabash.  Director-General  et  al..  opinion 
N<>  7424.  66  I.  C.  C.  441-2,  in  which  it  held  that  shipments  of  salt 
from  Detroit  to  destinations  In  Virginia  and  Tennessee,  In  De- 
cember, 1917,  and  January  and  February,  1918,  had  been  mis- 
routed  and  that  reparation  should  be  made.  The  original  report 
was  made  in  61  I.  C.  ('.  669.  The  Commission  has  now  held  the 
shipments  made  In  December,  1917.  were  not  mlsrouted.  but 
that  those  made  during  federal  control  were  mlsrouted.  In  this 
case  the  shipments  were  delivered  to  the  Wabasb.  The  bills 
of  lading  showed  rates  applicable  over  the  Pere  Marquette.  The 
Commission  held  that  the  principle  In  the  McLean  case  applied 
to  the  shipments  In  December,  but  not  to  those  made  when  both 
roads  were  under  federal  control.  The  principle  In  the  McLean 
case  Is  that  when  a  shipper  delivers  a  shipment  to  a  carrier 
naming  a  rate  over  a  rival  line  from  the  point  of  origin,  the 
carrier  receiving  the  shipment  Is  not  obliged  to  turn  it  over 
to  its  rival,  but  may  carry  it  to  destination  at  the  higher  rate. 


RATES  BETWEEN  NATCHEZ  AND  VICKS- 
BURG  AND  LA. 

The  Commission.  In  an  opinion  written  by  Commissioner 
Meyer  on  No.  8845.  Natchez  Chamber  of  Commerce  vs.  Louisi 
ana  A  Arkansas  et  al..  opinion  No.  7416.  66  I.  C.  C.  386-8,  and 
Nos.  8920  and  9036.  complaints  by  the  same  organization  against 
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different  railroads,  has  vacated  and  set  aside  its  orders  of 
August  12.  1920.  and  August  11,  1921,  requiring  the  carriers  to 
prescribe  reasonable  rates  between  Natchez  and  Vlcksburg,  on 
the  one  hand,  and  destinations  in  western  Louisiana  on  the 
other,  and  to  remove  the  undue  discrimination  against  inter- 
state shippers  caused  by  the  rates  made  by  the  Louisiana  com- 
missioners. They  were  set  aside  upon  the  petition  of  the  Louisi- 
ana commission  but  not  for  the  reason  set  forth  by  that  body. 
It  argued  that  inasmuch  as  the  objectionable  rates  had  been 
removed  by  the  orders  issued  by  it,  the  jurisdiction  of  the 
federal  body  was  exhausted  and  there  was  nothing  for  its  orders 
to  act  upon.  The  federal  body  set  aside  its  orders  because  the 
unlawful  situation  had  been  corrected,  because  it  was  convinced 
it  would  not  be  restored,  and,  therefore,  there  was  no  real 
necessity  for  the  further  continuance  of  the  orders. 

Opposition  to  tb,e  vacation  of  the  orders  was  made  by  the 
complainant  which  argued  that  if  the  present  adjustment  was 
reasonable  and  not  prejudicial  and  that  it  would  not  be  changed 
by  the  Louisiana  commission,  nothing  would  be  gained  by  the 
cancellation  of  the  orders. 

The  Commission,  in  vacating  its  orders,  said  that  if  such  a 
situation  as  existed  when  the  orders  were  issued  should  again 


be  brought  about  by  the  carriers  or  the  state  authorities,  the 
Commission  might  be  justified   in   taking  another  course. 
In  disposing  of  the  case  the  Commission  said: 

There  are  often  minor  readjustments  in  rates  between  points 
within  a  state  which  can  be  made  without  injuriously  affecting  inter- 
state commerce  and  under  the  present  situation  such  readjustment 
can  only  be  made  after  proceedings  are  had  before  us  and  our  orders 
are  modified.  There  are  now  pending  upon  further  hearing  petitions 
for  modification  of  our  orders  with  respect  to  certain  rates  on 
petroleum,  crude,  fuel,  and  residuum,  and  acid  phosphate.  Our  orders 
in  this  proceeding  with  respect  to  class  rates  were  vacated  on  June 
5,  1921,  62  I.  C.  C.,  464. 

We  can  not  agree  with  the  contention  of  the  Louisiana  commis- 
sion that,  after  undue  prejudice  against  interstate  commerce  has 
been  removed  bv  compliance  with  our  order,  the  action  of  state  au- 
thorities in  approving  the  rates  prescribed  deprives  us  of  jurisdic- 
tion to  require  a  continuance  of  the  non-prejudicial  adjustment.  We 
are  convinced,  however,  that  the  unlawful  situation  which  resulted 
in  the  issuance  of  our  orders  will  not  be  restored  and  that  there  is  no 
real  necessity  for  the  further  continuance  of  our  orders.  If  such  a 
situation  should  again  be  brought  about  by  the  action  of  the  carriers 
or  the  state  authorities,  we  might  then  be  justified  in  taking  another 
course. 

We  are  of  opinion  anl  find  that  the  undue  prejudice  which  caused 
the  entry  of  our  orders  of  August  12,  1920,  and  August  11,  1921,  does 
not  now  exist  and  those  orders  will  be  vacated.  This  action  will 
make  unnecessary  further  consideration  of  rates  on  petroleum  and 
acid  phosphate  above  referred  to. 


Tentative  Reports  of  the  Commission 


LOWER    CEMENT   RATES 

A  downward  revision  of  rates  on  cement  has  been  recom- 
mended by  Examiner  John  T.  Money  in  a  supplemental  report 
on  No.  8182.  Western  Cement  Rates,  and  No.  11829,  Nebraska 
Rates,  Fares  and  Charges.  He  recommended  a  compromise 
scale,  composed  of  the  average  of  scales  II  and  III  for  use  in 
that  part  of  scale  III  territory  lying  in  Nebraska,  Kansas  and 
Missouri,  and  the  establishment  of  scale  IV  rates  on  the  basis 
of  120  per  cent  of  scale  III. 

A  further  recommendation  is  that  the  Commission  hold 
the  rates  and  minimum  weights  on  cement  prescribed  by  the 
authority  of  Nebraska,  lower  than  the  rates  and  weights  pro- 
duced by  the  use  of  the  formulae  recommended  by  him,  be  held 
unduly  prejudicial  to  interstate  shippers,  unduly  preferential  of 
intrastate  shippers  and  unjustly  discriminatory  against  interstate 
commerce. 

In  the  original  report  (48  I.  C.  C.  201)  the  Commission  said 
it  was  not  persuaded  the  territory  in  question  should  be  in- 
cluded in  scale  II  territory,  but  said  it  would  entertain  a  motion 
to  have  the  case  reopened  for  a  consideration  of  what  should 
be  done  with  regard  to  that  part  of  scale  III  territory.  It  was 
upon  that  invitation  that  the  interested  parties  procured  the  re- 
opening of  the  case. 

The  Santa  Fe  and  Burlington,  which  undertook  to  defend 
the  adjustment  made  in  the  original  report,  strongly  resisted  the 
effort  to  include  the  territory  in  question  in  scale  II  territory,  urg- 
ing that  the  general  basis  of  rates  in  the  territory  south  and  west 
of  the  Missouri  River  was  higher  than  that  north  of  that  stream. 
Money  said  the  record  was  persuasive  that  scale  II  rates  could 
not  be  extended  as  requested  by  those  who  had  the  case  re- 
opened, without  including  all  of  scale  III  territory  south  of 
the  river  in  the  extended  scale  II  territory,  including  Grand 
Island  and  Hastings,  Neb.,  with  the  consequential  effect  of 
forcing  a  revision  of  rates  in  scale  IV  territory  and  scale  III 
rates  to  the  north  and  east  as  far  as  Mason  City,  Steelton  and 
points  in  North  Dakota  in  scale  IV  territory. 

His  recommendation  of  a  compromise  scale  is  based  on  a 
finding  that  the  rates  in  the  territory  under  consideration  are 
unduly  preferential  of  shippers  in  Missouri,  Illinois  and  Iowa 
to  the  extent  the  rates  from  those  points  of  origin  exceed  those 
from  the  mills  in  the  contested  territory  by  more  than  the  rates 
produced  by  using  the  average  of  the  two  scales  mentioned. 


the  bridge  toll  to  the  Jeffersonville  rate.  On  the  contrary,  he 
said,  the  rates  to  Louisville  were  made  arbitraries  over  the 
Jeffersonville  rates. 


GRAIN,  INDIANA  TO  LOUISVILLE 

Examiner  Richard  T.  Eddy  has  recommended  the  dismissal 
of  No.  13161,  Ballard  &  Ballard  Co.,  Inc.,  vs.  Director  General, 
as  agent,  on  a  holding  that  rates  on  wheat  and  corn  from  Indiana 
points  to  Louisville,  Ky.,  between  July  12.  1918,  and  December  15. 
1919,  were  not  unreasonable.  The  case  arose  from  the  fact 
that,  during  the  period  covered  by  the  complaint,  rates  to  Louis- 
ville were  1.5  and  2  cents  a  hundred  pounds  higher  than  the 
corresponding  rates  to  Jeffersonville,  Ind.  The  rates  charged 
were  alleged  to  have  been  unreasonable  to  the  extent  that  they 
exceeded  by  more  than  1  cent  those  contemporaneously  in  effect 
to  Jeffersonville.  The  complainant  proceeded  on  the  assump- 
tion that  the  rates  to  Louisville  should  have  been  higher  than 
the  rates  to  Jeffersonville  by  no  more  than  the  amount  of  the 
bridge  toll.  A  witness  for  the  Director-General  explained  that, 
rates  to  Louisville  were  not  and  never  had  been  made  by  adding 


COAL  RATES  TO  N.  &  W.  POINTS 

Now  that  the  carriers  have  furnished  tonnage  figures,  Ex- 
aminer John  B.  Keeler,  by  means  of  a  supplemental  report  on 
No.  12579,  Mathieson  Alkali  Works,  Inc.,  et  al.  vs.  Carolina, 
Clinchfield  &  Ohio  et  al.,  has  been  able  to  complete  his  recom- 
mendations in  that  case  which  involves  rates  on  coal  from  the 
Pocahontas,  Clinchfield,  and  Black  Mountain  districts  to  destina- 
tions, chiefly  to  Saltville,  Va.,  where  the  complaining  company 
has  a  big  plant,  and  other  points  on  the  Norfolk  &  Western  be- 
tween Roanoke  and  Bristol,  and  on  its  branches  in  that  general 
territory. 

In  general  the  examiner  recommended  a  10  cent  reduction 
in  rates  from  the  Pocahontas  mines;  15  from  the  Clinchfield 
No.  1  mines;  and  an  increase  of  a  little  more  than  10  cents 
from  the  Black  Mountain  mines. 

As  to  the  miner  groups  of  the  main  fields,  Keeler  said 
Clinchfield  No.  2  mines  on  the  C.  C.  &  O.  should  be  10  cents  over 
Clinchfleld  No.  1  group  on  the  same  railroad;  the  Tug  River 
and  Clinch  Valley  mines  on  the  Norfolk  &  Western  should  be 
the  same  as  the  Pocahontas  district;  the  N.  &  W.  Thacker  group 
should  be  10  cents  higher  than  Pocahontas  and  the  N.  &  W. 
Kenova  district  mines  should  be  20  cents  higher  than  the  Poca- 
hontas mines. 


ABSORPTION  OF  SWITCHING 

Examiner  J.  Edgar  Smith  in  a  proposed  report  on  further 
rehearing  in  No.  10704,  Tide  Water  Oil  Co.  vs.  Director-General, 
as  agent,  Central  Railroad  Co.  of  N.  J.,  et  al.,  has  recommended 
dismissal  of  the  case  on  a  finding  that  the  conclusions  reached 
in  prior  reports  (58  I.  C.  C.  92  and  62  I.  C.  C.  226)  be  sustained. 
In  the  reports  referred  to,  the  Commission  held  that  the  practice 
of  the  Central  of  New  Jersey  in  refusing  to  absorb  the  switch- 
ing charges  of  the  East  Jersey  Railroad  &  Terminal  Co.,  an  in- 
dustrial carrier  owned  and  controlled  by  complainant,  on  cer- 
tain interstate  traffic  originating  at,  or  destined  to,  Bayonne, 
N.  J.,  when  shipped  by  or  consigned  to  complainant's  industry, 
while  absorbing  such  charges  on  like  traffic  when  shipped  by 
or  consigned  to  certain  independent  industries  served  by  the 
East  Jersey,  was  not  shown  to  have  been,  or  to  be,  unreason- 
able, unjustly  discriminatory,  unduly  prejudicial,  or  otherwise 
in  violation  of  the  interstate  commerce  act. 

The  examiner  said  the  single  question  left  for  decision  as 
the  result  of  the  rehearing  was:  "For  the  future,  shall  the  costs 
or  charges  of  the  East  Jersey  Railroad  &  Terminal  Co.  for  move- 
ments of  cars  between  its  interchange  with  the  Central  Railroad 
Co.  of  New  Jersey  be  absorbed  by  the  latter  carrier  and  its  other 
connections  when  traffic  of  complainant  inbound  or  outbound  is 
handled?" 

As  to  that  question,  the  examiner  said  the  Commission 
should  find:  "(a)  The  costs  or  charges  of  the  East  Jersey  for 
movements  of  cars  between  its  interchange  with  the  Jersey 
Central  and  spotting  places  within  complainant's  plant  are  for 
a  mere  plant  facility  and  should  not  be  absorbed  by  the  Jersey 
Central  and  its  connections;  (b)  Whatever  movements  of  cars 
are  made  by  the  East  Jersey  over  rails  of  the  Jersey  Central 


March  11.  1922 


THE    TRAFFIC     WORLD 


535 


beyond  its  normal  point  of  interchange  with  the  latter,  at  or 
near  the  Tide  Water  plant,  are  for  Its  own  convenience  and 
merit  no  compensation." 


GENERAL  RATE  INQUIRY 


COAL,  W.  VA.  TO  TOLEDO 

An  order  of  dismissal  has  been  recommended  by  Examiner 
R.  L.  Shanafelt  In  a  report  on  No.  13047,  City  of  Detroit  vs.  C.  ft 
O.  et  al.,  on  a  holding  that  rates  on  soft  coal  from  Holden  and 
other  points  to  West  Virginia  on  the  C.  ft  O..  to  Toledo  O  for 
transshipment  via  lake  to  Detroit  were  not  unreasonable.  The 
case  grew  out  of  the  fact  that  when  the  carriers  reduced  the  lake 
cargo  coal  rates  28  cents  a  ton  they  did  not  immediately  make 
the  lowered  rates  applicable  on  lake  cargo  coal  for  destinations 
east  of  White  Fish  Point.  The  examiner  said  the  complainant 
bad  not  been  shown  to  have  been  in  competition  with  the  port 
cities  to  which  the  lower  rates  applied  before  the  reduced  rates 
were  also  made  applicable  to  destinations  east  of  White  Fish 
Point.  The  examiner  said  the  city  had  introduced  no  evidence 
to  prove  the  fact  or  amount  of  damages  suffered  by  reason  of 
the  alleged  unjust  discrimination  and  undue  prejudice  beyond 
the  fact  that  It  paid  and  bore  the  charges. 

COAL,  KENTUCKY  TO  TOLEDO 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  M.  G.  de  Quevedo  in  a  re- 
port on  No.  12878,  Milwaukee  Western  Fuel  Co.  vs.  Director- 
General,  as  agent,  as  to  rates  on  coal,  from  Princess,  Kilgore  and 
Norton  Branch.  Ky.,  on  the  Ashland  Coal  ft  Iron  Railway,  to  To- 
ledo, O..  for  transshipment  by  lake,  during  federal  control.  The 
examiner  said  the  Commission  should  bold  them  unreasonable  to 
the  extent  that  they  exceeded  $1.90  a  ton.  Both  railroads  were 
under  federal  control  and  the  mines  served  by  the  short  line 
railroad  were  within  the  territorial  limits  of  the  Ashland  group 
of  mines. 


WATERERS  FOR  LIVE  STOCK 

Dismissal  of  the  complaint  in  No.  12380.  Phillip  Bernard 
Co.  vs.  Director-General,  as  agent,  C.  ft  N.  W.  et  ml.,  has  been 
recommended  by  Examiner  Branson  Jewell  on  a  proposed  finding 
that  the  first  class  any  quantity  rate  of  fl  per  100  pounds  on 
live  stock  watering  fountains  and  poultry  waterers.  mixed  car- 
loads, from  Sioux  City.  la.,  to  Peoria.  III.,  was  not  unreasonable 
and  that  the  present  second  class  rating,  carload  minimum  10.- 
000  pounds.  Is  not  unjust  or  unreasonable. 

ERIE  REFINANCING 


Tk,    Trtfe   WtrU   WukimfUn   Burn, 

With  a  view  to  refinancing  maturities  falllnc  due  April  1. 
this  year,  the  Erie  Railroad  Company  has  asked  the  Commission 
for  muthority  to  sell  $6.000.000  of  Erie  Railway  Company  con- 
solldated  mortgage  7  per  cent  extended  bonds,  dn-  S.  p-.-mber 
30.  and  to  pledge  various  mortgage  bonds  for  $10.000.000  or 
possibly  $12.500.000  of  one  year  demand  notes.  The  Imtter  mre 
to  be  used  for  extending  the  unpaid  part  of  an  Issue  of  $15.000.- 
000  one  year  demand  notes  falling  due  April  1.  IMS. 

Pending  the  sale  of  the  $6.000.009  of  consolidated  mortgage 
7  per  cent  extended  bonds  the  company  desires  permission  to 
pledge  not  to  exceed  $J.500.000  of  the  said  $6.000.000  as  security 
for  the  company's  note  or  notes  having  a  maturity  of  not  more 
than  two  years  from  their  date  for  an  amount  equal  to  an 
amount  of  the  bonds  pledged  thereunder.  The  company  also 
a»ked  for  permission  to  pledge  mortgage  bonds  as  security  for 
Its  note  or  notes  to  an  aggregate  principal  amount  of  $10.000,000, 
Mich  note  or  notes  to  be  dated  April  20.  1922.  and  pnvable  on  de- 
mand after  one  year  with  Interest  at  <  per  cent.  The  bonds  to 
»  offered  as  security  for  that  note  or  notes  are:  Erie  general 
Hen  4  per  cent  bonds  amounting  to  $19417.000;  Erie  general 
mortgage  convertible  bonds,  series  D.  $8.372.000  and  Erie  gen- 
eral mortgage  convertible  bonds,  series  B,  $440.000. 

Another  phase  of  the  financing  Is  the  proposal  by  the  com- 
pany to  pledge,  as  substituted  security  for  its  $8.000,000  note 
now  held  by  the  secretary  of  the  treasury  dated  August  31,  1920, 
due  August  31.  1930.  In  place  of  the  $5.000.000  principal  amount 
of  Krie  Railway  consolidated  mortgage  7  per  cent  extended 
bonds  due  September  1.  1930.  now  pledged  as  security  for  said 
iote.  dated  August  31.  1920.  the  following:  Erie  refunding  and 
Improvement  20  year  6  per  cent  gold  bonds  amounting  to  $8,- 
000.000.  and  Columbus  ft  Erie  flnt  mortgage  60  year  5  per  cent 
gold  bonds  amounting  to  $400,000. 

The  company  hopes  to  pay  off  $5.000.000  of  the  $15.000.000.  but 
that  part  of  Its  plans  fall  It  has  asked  permission  to  pledge 

the  $...000.000  Issue  and  extend  the  remaining  $12600000. 
A3  part  of  its  operation  It  is  substituting  securities  now  pledged 
with  the  treasury  for  Its  $8,000.000  note. 

CHANGE   IN   DOCKET 

Hearing  in  13266.  In  the  matter  of  rates  on  and  classification 
of  fresh  peaches  within  the  state  of  New  York,  and  12765, 
Associated  Fruit  ft  Vegetable  Industries  of  New  York  State 
•t  al.  v§.  Ann  Arbor  et  ml.,  assigned  for  March  7  »t  Rochester. 
N.  V..  was  canceled. 
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In  continuing  his  testimony  in  behalf  of  western  railroads 
before  the  Commission,  in  Washington,  at  the  General  Rate  In- 
quiry, March  2,  Vice  President  Johnson,  of  the  Rock  Island,  said 
he  doubted  whether  a  reduction  in  the  rates  on  coal  would  stim- 
ulate buying  by  the  farmers.  A  cut  of  30  cents  a  ton,  such  as 
had  been  suggested,  he  said,  would  seriously  affect  such  roads  as 
Chicago  ft  Alton,  Milwaukee.  Chicago  Great  Western.  Rock  Island, 
llinois  Central.  Minneapolis  &  St.  Louis,  and  Missouri  Pacific. 
While  it  would  help  them  as  buyers  of  coal,  it  would  seriously 
affect  their  gross  revenue.  Inasmuch  as  they  had  to  reduce  their 
rates  on  grain  and  grain  products  and  live  stock,  another  cut. 
in  view  of  there  being  practically  no  prospect  of  increased  busi- 
ness would  be  harder  on  them  than  might  be  imagined,  he  said. 
Mr.  Johnson,  using  the  Rock  Island  for  illustrative  purposes, 
showed  that  in  January  of  this  year  its  revenue  was  only  $6  263  - 
210,  while  in  January.  1921.  its  revenue  was  $7,480,210,  a  loss  of 
$1,217,000.  That,  the  implication  of  his  testimony  was.  did  not 
show  that  the  future  at  which  the  Commission  said  it  was  look- 
ing portended  well.  Of  course  the  reduction  ordered  in  rates  on 
grain  and  grain  products  had  not  gone  into  effect  at  the  begin- 
ning of  the  month,  but  it  was  in  effect  enough  in  the  month  to 
indicate  that  the  cuts  on  livestock  and  grain  had  not  produced 
the  larger  revenue  that  was  supposed  to  follow  them. 

In  behalf  of  the  eastern  railroads.  T.  C.  Powell,  vice  presi- 
dent of  the  Erie,  in  charge  of  traffic,  gave  testimony  intended 
to  develop  the  facts  as  to  the  ability  of  the  carriers  to  stand  fur- 
ther reductions  in  freight  rates  in  response  to  the  oft-repeated 
declaration  of  shippers  that  rates  were  too  high,  and  the  pos- 
sibility of  stimulating  traffic  sufficiently  to  bring  increased  net 
earnings,  even  with  the  knowledge  that  the  revenue  from  the  ex- 
isting rates  and  volume  of  traffic  has  not  been  satisfactory. 

He  said  the  question  as  to  whether  any  class  of  traffic  had 
been  stimulated  by  reductions  could  only  be  answered  by  a  study 
of  detailed  data  as  to  the  movement  before  and  after  the  reduc- 
tion. An  effort  had  been  made  to  procure  such  data,  but  it  has 
not  been  successful,  he  said.  The  shippers,  he  said,  had  not  pre- 
sented any  details,  except  in  perhaps  one  or  two  instances.  He 
said  they  had,  however.  Invariably  said  that  adequacy  of  trans- 
portation was  what  they  needed  to  assure  prosperity.  He  con- 
tended the  testimony  of  shippers  showed  business  could  not  be 
stimulated  by  rate  reductions,  which  he  said  was  the  contention 
of  the  railroads. 

Neither  an  Increase  nor  a  decrease  of  20  per  cent  in  the  vol- 
ume of  traffic,  he  said,  would  be  possible.  Even  a  10  per  cent  re- 
duction in  rates,  he  said,  would  require  a  20  per  cent  increase  in 
traffic  to  enable  the  carriers  to  break  even.  He  said  he  could  not 
see  that  much  more  In  sight.  Shippers  had  said  nothing,  he  said, 
that  would  cause  him  to  believe  that  a  rate  reduction  would  In- 
crease the  volume  of  traffic.  Removal  of  the  luxury  tax  on 
pianos,  he  said,  for  the  sake  of  the  argument,  had  not  stimulated 
the  musical  instrument  industry. 

.Mr.  Powell  was  strong  for  the  retention  of  the  surcharge  to 
be  paid  by  passengers  using  parlor  and  sleeping  cars.  He  said 
It  might  be  true  that  passengers  were  not  traveling  In  the  parlor 
and  sleeping  cars,  as  testified  by  witnesses  for  the  Pullman  com- 
pany, but  It  was  true  the  railroads  were  obtaining  more  revenue 
from  their  passenger  business  than  before  the  increase  of  the 
basic  faro  to  3.8  cent*  per  mllp.  He  said  the  railroads  In  eastern 
trunk  line  and  New  Knglnnd  territories  asked  for  the  retention 
of  the  surcharge. 

He  presented  exhibits  to  show  that  the  mine  price  of  an- 
thracite was  higher  in  1921  In  relation  to  the  freight  rate  than 
in  any  other  year.  He  said  the  price  of  anthracite  In  the  New 
York  market  was  increased  100  per  cent  while  the  freight  rate 
was  Increased  only  66  2-3  per  cent. 

^*  The  witness  denied  that  the  10  per  cent  reduction  on  agri- 
cultural products  had  had  a  beneficial  effect  on  business,  as  a 
general  proposition,  although  it  was  extended  to  cover  manufac- 
tured products,  the  inclusion  of  which  was  not  contemplated 
when  the  reduction  was  first  suggested.  He  said  all  export  grain 
rates  should  be  made  in  relation  to  each  other  because  they  apply 
on  grain  that  must  compete  in  the  same  foreign  markets. 

Export  rate  reductions,  the  witness  Indicated,  had  not  had 
any  great  effect,  except  upon  the  revenues  of  the  carriers.  There 
were  the  same  fluctuations  after  as  before  the  reductions. 

Powell   Questioned   by    Shippers 

Appearance  on  the  witness  stand  of  T.  C.  Powell,  vice-presi- 
dent of  the  Erie,  as  a  witness  In  rebuttal  for  the  carriers  in  the 
eastern  district,  afforded  attorneys  for  shippers  a  fine  oppor- 
tunity to  ask  questions  about  contemplated  rate  changes  and  to 
test  the  extent  of  the  knowledge  of  the  witness  about  economic 
facts  tending  to  throw  a  materially  different  light  on  the  con- 
clusions drawn  by  Home  of  the  railroad  witnesses. 

For  the  oil  industry,  Fayette  B.  Dow  asked  Mr.  Powell  as 
to  his  knowledge  about  the  stocks  of  petroleum  and  Its  products 
in  1921  compared  with  1920.  The  purpose  of  Mr.  Dow  was  obvi- 
ous when  his  questions  were  taken  in  connection  with  those 
asked  by  M.  O.  Roberts,  of  the  St.  Louis-San  Francisco,  when 
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witnesses  for  the  oil  Industry  were  on  the  stand.  Mr.  Roberts 
then  wanted  to  know  if  a  greater  volume  of  petroleum  and  its 
products  was  not  marketed  in  1921  than  ever  before.  The 
petroleum  witnesses  had  to  admit  that  that  was  the  fact.  They 
countered  the  implication,  that  that  year  must  necessarily  have 
been  a  prosperous  one,  by  pointing  out  that  stocks,  evidences 
of  production  greater  than  the  market  would  absorb,  were  greater 
in  1921  than  in  any  other  year. 

Mr.  Powell  was  not  able  to  answer  specifically  on  many  of 
the  points  raised  by  Mr.  Dow.  The  latter,  however,  was  able, 
by  means  of  his  questions,  to  emphasize  the  contention  of  the  oil 
industry  that  the  railroads,  in  their  consideration  of  the  sub- 
ject, had  considered  only  production  and  not  sale,  and  that, 
therefore,  the  condition  of  the  Industry  was  not  as  implied  by 
Mr.  Roberts'  questions;  and  therefore,  any  freight  rates  which 
restricted  the  markets  were  unjust  because  they  destroyed  the 
possibility  of  marketing  part  of  the  surplus. 

Francis  B.  James  was  able  to  quiz  Mr.  Powell  about  the 
latest  effort  of  the  railroad  executives  to  reduce  the  rates  on 
iron  ore,  and  also  about  rates  on  brick  and  clay  products. 

As  to  the  reductions  on  ore,  Mr.  Powell  left  the  impression 
that  he  did  not  know  of  any  in  contemplation.  Mr.  James  read 
into  the  record  minutes  of  the  meeting  held  February  24,  by 
eastern  trunk  line  executives,  wherein  it  was  decided  to  reduce 
the  rates  on  iron  ore  on  April  1.  Mr.  Powell  admitted  he  was 
in  that  meeting  and  familiar  with  the  action  taken  at  that  time. 
Mr.  James  was  instistent  upon  finding  out  if  other  conferences 
were  to  be  held  and  if  it  was  contemplated  that  other  raw  ma- 
terials would  be  treated  in  like  manner,  but  Mr.  Powell  claimed 
he  had  no  further  information  on  the  subject. 

Answering  questions  by  President  Chandler  of  the  National 
Industrial  Traffic  League,.  Mr.  Powell  said  he  did  not  consider 
the  present  rate  structure  permanent,  but  he  said  when  the 
revenues  of  the  carriers  warranted  he  thought  the  way  to  make 
reductions  would  be  by  taking  specified  commodities  and  deal- 
ing with  them;  and  not  by  means  of  a  horizontal  reduction.  He 
said  that  if  the  class  rates  on  given  commodities  were  too  high, 
the  way  to  deal  with  them  would  be  to  take  up  the  subject 
with  the  railroad  executives  with  a  view  to  having  the  classi- 
fication of  such  commodities  changed  so  as  to  bring  about  re- 
ductions thought  proper. 

Mr.  Chandler  wanted  to  know  whether  Mr.  Powell  or  Daniel 
Willard  represented  the  eastern  trunk  lines,  because,  as  he 
pointed  out,  Mr.  Willard  had  favored  a  horizontal  reduction. 
Mr.  Powell  said  he  represented  them.  W.  S.  Bronson  inter- 
jected a  suggestion  that  there  was  no  conflict  between  them, 
because  he  thought  Mr.  Willard  was  suggesting  that  when  tha 
railroads  had  ample  revenue  they  might  stand  a  horizontal  re- 
duction, whereas  Mr.  Powell  had  in  mind  a  somewhat  different 
situation. 

"Was  the  recent  10  per  cent  reduction  on  agricultural  prod- 
ucts for  political  expediency?"  asked  Mr.  Chandler. 

"I  decline  to  bring  politics  into  this  hearing,"  said  Mr. 
Powell.  "I  have  said  it  was  for  the  relief  of  the  farmers,  who 
represent  40  per  cent  of  our  population." 

"Has  the  reduction  decreased  or  increased  the  carriers'  rev- 
enues?" asked  Mr.  James. 

"So  far  it  has  decreased  them,  but  it  has  had  a  stabilizing 
psychological  effect,"  said  Mr.  Powell. 

For  the  southern  carriers,  Frank  W.  Gwathmey  said  they  had 
nothing  to  add  to  what  their  witnesses  had  put  into  the  record 
on  direct  examination.  He  said  they  were  not  in  position  to 
say  what  effect  the  recent  10  per  cent  reduction  on  agricultural 
products  had  had  in  the  way  of  stimulating  traffic.  He  felt 
justified,  he  said,  in  waiving  rebuttal  by  the  southern  roads  on 
the  ground  that  the  testimony  of  Messrs.  Johnson  and  Powell 
would  fairly  represent  them. 

In  an  effort  to  break  down  the  testimony  of  J.  D.  A.  Mor- 
row for  the  National  Coal  Association,  George  H.  Gushing  of  the 
American  Wholesale  Coal  Association,  and  other  witnesses  who 
made  specific  references  to  rates  on  coal,  H.  A.  Cochran,  assistant 
general  coal  agent  for  the  Baltimore  &  Ohio,  put  in  figures  show- 
ing infinitesimal  savings  by  automobile  manufacturers  and  the  av- 
erage family  that  would  result  from  a  10  per  cent  reduction  in 
rates  on  soft  coal.  He  figured  the  loss  to  the  railroads  through- 
out the  country  would  be  $68,000,000,  and  to  the  railroads  In  the 
eastern  district  alone  $72,000,000.  Commissioner  Lewis  picked 
him  up  on  that  statement,  pointing  out  that  it  did  not  seem 
reasonable  that  the  revenue  loss  of  part  of  the  railroads  could 
be  larger  than  the  revenue  loss  of  all.  The  witness  finally  ad- 
mitted that  his  figures  seemed  to  have  got  crossed  and  with- 
drew part  of  his  exhibits  and  the  comment  thereon  for  check- 
ing and  harmonization. 

He  pointed  out  that  even  if  the  cost  of  coal  in  the  manu- 
facturing processes  in  the  iron  and  steel  industry  in  the  Pitts- 
burgh district  constituted  50  per  cent  of  the  total,  a  10  per 
cent  reduction  in  the  freight  rates  would  reduce  the  cost  of 
production  of  iron  and  steel  only  64-100  of  one  per  cent,  and  a 
15  per  cent  reduction  in  coal  rates  would  reduce  the  cost  of 
producing  Iron  and  steel  by  less  than  one  per  cent.  He  also 
figured  that  a  10  per  cent  reduction  in  the  rates  on  coal  would 
mean  a  saving  to  each  household  of  only  $1.21  per  annum.  He 


said  that  his  figures  showed,  especially  in  relation  to  Mr.  Mor- 
row's testimony,  that  reducing  the  freight  rate  would  not  stimu- 
late the  movement  of  domestic  or  railway  fuel  coal,  and  that  the 
freight  rate  on  coal  used  in  the  production  of  manufactured  ar- 
ticles was  so  small  a  percentage  of  the  cost  of  production  that 
it  was  not  reasonable  to  believe  it  would  be  reflected  in  a  reduced 
selling  price  of  a  manufactured  article  sufficient  to  increase  the 
demand  and  thereby  stimulate  the  shipment  of  manufactured 
products. 

"So  far  as  we  can  find  from  the  record  in  this  case,"  said 
Mr.  Cochran,  "not  one  shipper  producing  manufactured  articles 
through  the  use  of  coal  has  gone  on  record  as  agreeing  to  trans- 
late a  rate  reduction  on  coal  into  a  reduction  in  the  selling  price 
of  his  manufactured  article." 

Search    for    Economies 

An  indirect  charge  that  S.  Da  vies  Warfield  and  Walter  L. 
Fisher  were  misleading  the  Commission  when  they  appeared 
before  it  asking  it  to  lay  aside  its  rate  investigation  so  as  to 
approve  their  scheme  for  joint  use  of  terminals  and  joint  pur- 
chase, repair  and  control  of  equipment  was  made  by  Daniel 
Willard,  president  of  the  Baltimore  &  Ohio,  and  R.  H.  Aishton, 
president  of  the  American  Railway  Association,  at  the  afternoon 
session  of  March  3.  They  took  the  witness  stand  to  point  out, 
with  emphasis,  that  they,  in  their  direct  testimony,  had  pointed 
put  the  constant  hunt  railroad  executives  are  making  for  econo- 
mies in  operation  and  the  things  the  American  Railway  Asso- 
ciation had  been  doing  to  have  cars  moved  to  points  where 
they  were  most  needed. 

At  the  request  of  Alfred  P.  Thorn,  H.  A.  Cochran,  the  assist- 
ant general  coal  agent  of  the  Baltimore  &  Ohio,  who  at  the 
morning  session  got  some  of  his  figures  crossed,  was  withdrawn 
from  the  witness  stand  so  as  to  give  Messrs.  Willard  and 
Aishton  an  opportunity  to  be  heard.  Mr.  Thorn  asked  Mr. 
Willard  whether  he  had  read  Mr.  Warfield's  proposal  as  to 
increased  efficiency  and  economy.  Mr.  Willard  said  he  had  read 
it  and  desired  to  say  that  the  railroads  are  now  and  for  years 
had  been  studying  the  subject  broached  by  Mr.  Warfield.  The 
railroads,  he  said,  had  not  been  indifferent  and  the  American 
Railway  Association  was  studying  various  subjects,  all  with  a 
view  to  increasing  the  efficiency  of  the  carriers.  He  went  into 
great  detail  as  to  the  functions  of  the  American  Railway  Asso- 
ciation and  its  work,  his  effort  being  to  show  that  economies 
were  a  matter  of  concern  to  railroad  executives,  Mr.  Warfield's 
implications  to  the  contrary  notwithstanding.  By  way  of  answer 
to  Mr.  Warfield's  suggestions  about  more  economical  use  of 
equipment,  Mr.  Willard  called  especial  attention  to  the  car 
service  division  of  the  American  Railway  Association  before, 
during,  and  after  the  war.  He  said  the  primary  purpose  of  the 
agency  was  to  regulate  the  distribution  of  cars  so  as  to  avoid 
shortages.  To  illustrate  the  work  of  the  car  service  division,  he 
cited  orders  of  that  division  during  the  extreme  car  shortage 
of  1920.  In  that  year,  he  said,  the  division  asked  for  and 
obtained  the  support  of  car  service  orders  issued  by  the  Inter- 
state Commerce  Commission. 

His  answer  to  Mr.  Warfield,  he  said,  was  that  an  agency 
which  had  proved  its  worth  was  now  in  existence  to  handle 
the  very  things  suggested  by  Mr.  Warfield  as  being  the  things 
to  be  supervised  by  Mr.  Warfield's  company.  He  also  told  of 
efforts  made  by  railroad  officials  in  1921  to  bring  about  joint 
operation  of  terminals.  Such  joint  operation,  he  said,  was 
one  of  the  livest  questions  now  under  consideration  by  railroad 
executives  and  is  being  studied  by  the  mechanical  section  of 
the  American  Railway  Association.  He  said  Mr.  Warfield's 
committee  had  been  advised  that  railroad  officials  were  ready 
and  willing  to  cooperate  with  it  in  studying  improvements  that 
should  be  made  in  the  joint  use  of  facilities.  The  committee, 
however,  followed  out  its  original  plan  and  appeared  before  the 
Commission  without  having  obtained  the  help  of  railroad  officials. 
Mr.  Willard  said  he  agreed  with  the  statement  that  uniform 
operation  of  terminals  might  be  helpful  in  many  instances,  but 
suggested  that  there  was  no  necessity  for  creating  another 
agency  to  that  end  because  the  Interstate  Commerce  Commis- 
sion had  complete  authority  to  order  any  such  co-ordination  as 
might  be  necessary  and  that  the  car  service  division  was  a 
railroad  organization  prepared  to  carry  out  any  orders  it  might 
issue. 

As  to  the  value  of  the  Warfield  and  Colpitts  plan,  he  said 
it  contained  only  estimates  and  that  it  would  probably  take 
twenty  years  to  substitute  that  plan  for  the  one  now  in  use. 
Years  would  be  required,  therefore,  to  bring  about  economies 
by  reason  of  the  new  plan  suggested  by  Mr.  Warfield.  He  said 
the  plan  was  presented  in  the  practical  stage  and  suggested 
that  the  Commission  and  the  railroads  could  not  afford  to  swap 
a  tried  plan  for  it.  As  to  the  saving  of  switching  by  reason  of 
joint  operation  of  terminals,  he  said  he  had  found  in  talking 
with  federal  managers  and  regional  directors  that  there  had 
been  no  appreciable  saving  in  switching  at  terminals  during  fed- 
eral control  when  the  terminals  were  operated  as  units,  al- 
though he  admitted  there  should  have  been  some  reduction 
in  switching  under  unified  control. 

"We  cannot  have  unified  control  and  private  control  at  the 
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same  time,"  said  Mr.  Wiliard.  "We  must  take  one  or  the  other. 
It  is  my  opinion  the  advantages  under  unified  control  would 
be  offset  by  far  by  the  disadvantages." 

Commissioner  Aitchison  suggested  that  there  had  been  con- 
siderable juggling  of  empty  cars  to  get  per  diem  expense  shifted 
Mr.  Wiliard  said  he  didn't  think  that  there  had  been  much  of 
that  kind  of  work. 

"Hasn't  some  railroad  executive  charged  that  that  was 
being  done?"  asked  Mr.  Aitchison. 

"Oh,  yes,  railroad  executives  charge  a  lot  of  things,"  re- 
torted Mr.  Wiliard. 

"There  is  much  of  good  in  the  Warfield  plan,"  said  the 
witness,  "but  all  the  good  in  it  is  now  being  accomplished  by 
other  agencies  which  have  been  tried  and  found  not  wanting." 

Commissioner  Hall  suggested  that  the  railroads  in  dull  sea- 
sons had  not  fully  utilized  for  repair  work  the  opportunities 
presented,  perhaps,  because  they  desired  to  make  a  showing 
by  cutting  their  expenses.  Mr.  Wiliard  retorted  that  that  was 
the  philosophy  of  the  Arkansas  traveler  and  that  he  supposed 
that  there  waa  as  much  of  that  among  railroad  men  as  others. 
When  they  need  their  cars  they  have  not  time  to  repair  them, 
and  when  they  have  time  to  repair  them  they  have  no  need  of 
them.  Mr.  Wiliard  referred  to  the  standardization  of  cars  and 
engines  during  federal  control.  The  net  result  of  those  efforts. 
he  said,  was  the  addition  of  two  or  three  standards  to  the  num- 
ber In  use  before  the  efforts  were  undertaken. 

Answering  a  question  by  Commissioner  Lewis.  Mr.  Wiliard 
said  practically  all  railroads  had  placed  before  the  Labor  Board 
at  Chicago  the  question  of  wages  of  all  classes  of  employes 
except  train  operatives. 

In  answer  to  questions  by  Mr.  Thorn.  Mr.  Aisbton  said 
that  he  bad  read  the  testimony  of  Mr.  Warfleld  and  had  gi\«n 
it  some  consideration.  He  said  that  In  view  of  the  fact  that 
the  figures  used  by  Mr.  Warfleld  were  mere  estimates,  not  based 
upon  any  experience,  he  did  not  care  to  express  an  opinion  as  to 
savings  possible  through  the  use  of  that  plan.  He  said  that 
centralized  purchasing  had  not  proved  successful  during  federal 

rol  and  quoted  Professor  W.  J.  Cunningham  of  Harvard 
1'niverslty.  and  also  employed  by  the  Railroad  Administration 
at  the  same  time.  He  said  that  centralization  of  purchases  by 
the  Railroad  Administration  resulted  In  a  centralized  selling 
agency  under  which  there  waa  no  competition.  Mr.  Alshton  re- 
peated a  great  deal  of  what  he  had  said  In  his  direct  testimony 
so  aa  to  emphasize  that  what  Mr.  Warfleld  bad  recommended 
the  railroads  were  already  doing. 

Pooling  of  can  waa  In  effect  during  federal  control,  Mr. 
Aisbton  said,  and  one  of  the  noticeable  effects  of  that  pooling 
waa  nnder-maintenance.  No  one  seemed  to  be  giving  much  atten- 
tion to  their  repair.  He  said,  however,  that  It  was  only  fair  to 
say  that  there  was  a  difference  of  opinion  among  railroad  offi- 
cials themselves  as  to  the  advantages  and  disadvantages  of 
pooling  equipment. 

As  comment  on  the  statements  made  by  Mr.  Warfleld.  Mr. 
Alshton  said  that  everybody  knew  that  by  adding  one  mite  per 
car  per  day  and  one  ton  per  car  the  work  done  by  the  can 
would  be  the  same  as  that  of  adding  200,000  can  to  the  supply. 
Hiit.  he  nald.  the  question  was  how  to  accomplish  the  heavier 
loading  and  faster  movement  of  the  can. 

The  preaent  low  ton  mllt-age  of  cars,  he  said,  waa  entirely 
due  to  the  fact  that  there  was  not  much  tonnage  to  be  hauled. 
Traffic  conditions,  he  said,  always  governed  the  loading  of  cars. 
The  federal  government,  he  said,  didn't  get  any  better  results 
by  anything  It  did.  The  heavier  and  swifter  movement  of  can, 
he  said,  resulted  only  from  the  fact  that  there  waa  much  traffic 
to  be  handled  and  the  men  exerted  themselves  to  handle  it,  as 
they  do,  be  said.  In  all  periods  of  traffic  stress. 

Direct    Testimony    Closed 

Except  for  a  little  cross  examination,  which  was  set  down' 
for  completion  before  an  examiner.  March  6,  but  which  did 
not  take  place,  the  taking  of  testimony  was  completed  March 
I  H  A  '  orhran.  the  witness  put  on  by  the  railroads  to 
show  how  lltil.  .  (T--i  i  might  be  produced  upon  sales  prices  by 
10,  !.*•  nr  I'M  per  cent  reductions  In  the  rates  on  coal,  waa  re- 
mitted to  the  merries  of  an  examiner,  and  K.  D.  Loos,  the  lat- 
ter, attorney  for  the  National  Coal  Association,  who  showed  an 
intense  desire  to  take  the  witness  through  all  the  processes  of 
converting  Iron  ore  Into  finished  steel  products,  to  show  that  his 
figures  about  coal  in  the  business  meant  nothing. 

At  the  beginning  of  the  day  Commissioner  Aitchison.  who 
waa  In  charge  of  the  hearing,  wanted  to  know  why  Cochran, 
withdrawn  from  the  stand  the  day  before  to  make  way  for  Daniel 
Wiliard  and  R.  H.  Alshton.  could  not  put  what  he  had  written 
Into  the  record  without  reading.  W.  S.  Bronson.  in  charge  of 
the  coal  phase  of  the  case  for  the  railroads,  said  he  desired 
to  show  that  any  possible  reduction  In  the  rates  on  coal  would 
not  be  reflected  in  sales  prices  even  \I  shippers  desired  HO  to  do, 

•   n 


amount  of  the  saving  on  a  unit  would  be  too  small  for 
reflection  In  that  way.  regardless  of  the  fact  that  a  number  of 
shipper  witnesses  had  testified  they  would  me  the  saving  made 
by  reduction  In  rate*,  to  put  themselves  Into  better  financial 
condition.  He  thought  it  would  be  better  to  have  the  witness 


read.  Commissioner  Aitchison  then  said  he  wanted  the  record 
to  show  his  opinion  that  reading  would  cause  a  waste  of  the 
Commission's  time. 

It  was  finally  agreed  that  Mr.  Cochran  might  make  a  few 
explanations  and  then  submit  his  statement.  He  tried  to  ex- 
plain the  situation  caused  the  day  before  by  the  apparent  crossing 
of  his  figures  showing  a  greater  loss  by  reason  of  a  reduction  in 
rates  on  coal,  in  the  eastern  district  alone  than  in  the  country  as 
a  whole.  His  explanation  was  that  the  apparent  contradiction 
was  caused  by  the  inclusion  of  anthracite  in  the  figures.  Ap- 
parently the  explanation  did  not  explain,  because  Commissioner 
Lewis,  after  Mr.  Cocbran's  cross  examination  had  been  shunted 
to  an  examiner,  asked  Vice-President  Lutz,  of  the  Chicago  & 
Alton,  for  an  elucidation.  The  latter  did  not  know  the  answer. 
Mr.  Cochran  said  he  thought  his  figure  of  total  loss  of  revenue 
should  have  been  $18,000,000  greater  than  shown.  Mr.  Bronson, 
however,  was  not  willing  to  have  the  witness'  guess  stand  as 
his  testimony  and  said  the  figures  would  be  checked. 

Commissioner  Lewis  asked  if  a  10  per  cent  reduction  would 
not  cause  a  saving  of  $11.000,000  in  Iron  and  steel  mills.  The 
witness  thought  it  would  be  less  but  really  did  not  know. 

In  answer  to  Mr.  Loos,  the  witness  admitted  that  his  aver- 
age of  prices  on  coal  were  made  up  by  using  contract  prices, 
which  at  present  arc  higher  than  spot  prices,  and  that  spot 
prices  of  late  lower  than  the  labor  cost  of  production  have  not 
been  unknown. 

When  most  of  the  time  for  the  other  rebuttal  witnesses  had 
been  taken  up  on  cross  examination  of  Mr.  Cochran,  Commis- 
sioner Aitchison  told  the  witness  and  Mr.  Loos  they  would  have 
an  opportunity  to  continue  their  questions  and  answers  before 
an  examiner  on  Monday.  But  the  cross-examination  did  not 
take  place.  The  attorneys  for  the  National  Coal  Association, 
who  seemed  anxious  March  4  to  take  Mr.  Cochran  through 
the  Intricate  processes  of  converting  iron  ore  into  steel 
to  see  how  he  arrived  at  the  conclusion  that  a  10  per 
i  .-in  reduction  in  coal  would  affect  the  cost  of  producing 
steel  only  64/100  of  one  per  cent,  decided  their  case  would  not 
be  prejudiced  if  they  allowed  Mr.  Cochran  to  use  his  own  time 
in  straightening  out  his  figures,  which  seemed  to  cross  each 
other  when  they  showed  a  greater  loss  to  the  carriers  in  the 
eastern  district  alone  than  to  all  the  railroads  In  the  country, 
without  help  from  them.  The  taking  of  testimony  in  the  Com- 
mission's general  rate  inquiry.  No.  13293.  therefore,  came  to  an 
end  on  schedule,  March  4. 

S.  O.  Lutz.  vice-president  in  charge  of  traffic  for  the  Chi- 
cago ft  Alton,  estimated  that  a  10  Der  cent  reduction  In  rates 
on  coal  would  cause  a  shrinkage  offlhe  revenues  of  the  western 
carriers  amounting  to  $17,560,000.  The  coal  producing  roads,  he 
Maid,  would  be  relatively  worse  off  than  carriers  on  the  lines 
of  which  coal  did  not  originate.  In  analyzing  the  condition  of 
roads,  he  pointed  out  that  eleven  western  railroads  did  not  earn 
their  fixed  charges  in  January.  He  could  not  subscribe,  he  said, 
to  the  theory  that  reduced  rates  would  move  more  coal  and 
quoted  Secretary  Hoover's  declaration  that  time  alone  would 
•  lire  many  of  our  Ills.  His  calculations  were  all  on  the  1921 
basis  and  he  did  not  attempt  to  forecast  the  future; 
Southern  Carriers  on  Stand 

The  southern  carrier*,  which  the  day  before  had  waived 
their  right  to  submit  rebuttal  testimony,  changed  their  minds 
end  put  on  the  stand  J.  J.  Campion,  vice-president  of  the  Carol- 
lina.  Cllnchfleld  A  Ohio;  W.  K.  Lamb,  assistant  comptroller  of 
the  Louisville  ft  Nashville,  when  he  appeared  for  the  southern 
railroads,  but  now  auditor  for  the  Association  of  Railway  Execu- 
tives, and  J.  E.  Tllford,  assistant  general  freight  agent  for  the 
1/oiiiftvllle  A  Nashville.  Other  witnesses  at  the  closing  session 
were  George  M.  Shriver,  vice-president  of  the  Baltimore  &  Ohio, 
and  L.  E.  Wettling.  statistician  and  accountant  for  the  western 
|p 

Generally  speaking,  the  witnesses  tried  to  round  out  the 
testimony  given  In  chief,  and  to  combat  some  of  the  proposi- 
tions of  the  shippers.  Mr.  Campion  confined  his  testimony  to  the 
coal  movement  on  the  southern  lines  and  reiterated  that  the 
reduction  of  rates  on  coal  would  merely  reduce  the  revenues  of 
the  carriers  without  stimulating  the  movement  of  coal.  Mr. 
I-amb  merely  brought  hi*  data  nearer  to  date.  He  said  that  If 
all  the  charges  In  rates  and  wages  now  In  effect  had  been  in 
operation  throughout  1921  the  southern  roads  would  have  earned 
a  net  of  4.35  instead  of  2.36.  He  devoted  a  page  of  typewriting 
to  a  justification  of  the  surcharge  Imposed  on  passengers  using 
sleeping  and  parlor  cars.  Mr.  Tllford  devoted  himself  to  rates 
on  petroleum  and  Its  products,  saying  he  appeared  also  In  behalf 
of  the  fourth  section  committee  of  the  southern  carriers.  He 
estimated  the  recent  reductions  In  rates  on  petroleum  would  cost 
the  railroads  $1,000.000. 

Mr.  Shriver  added  a  great  mass  of  figures  to  what  he  had 
produced  In  direct  testimony  to  make  them  more  nearly  repre- 
rondltionx  as  they  are  at  present  than  the  figures  put  in  at 
the  beginning  of  the  testimony.  He  said  that  If  the  rates  and 
wages  now  In  effect  had  been  In  operation  throughout  the  year 
the  net  of  the  railroads  of  the  country  would  have  had  a  net  of 
1.88  instead  of  3.31  per  cent. 

The  coal  people  asked  Mr.  Sbrlver  many  questions  with  a 
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view  to  eliciting  the  railroad  point  of  view  about  the  possibility 
of  a  strike.  Mr.  Shriver  said  the  Baltimore  &  Ohio  was  so  firmly 
convinced  there  would  be  a  strike  that  it  had  been  storing  coal, 
buying  some  of  it  at  $1.75  a  ton,  which,  according  to  the  coal 
people,  was  less  than  the  labor  cost  in  its  production. 

Mr.  Wettling  also  supplemented  his  statistical  testimony, 
which  was  presented  early  in  the  hearing,  to  show  the  railroads 
could  not  stand  reductions.  In  summing  up,  Mr.  Wettling  said 
the  earnings  of  the  western  lines  since  the  recent  rate  reductions. 
Mich  as  on  grain  and  live  stock,  had  decreased  more  than  the  ton- 
miles.  In  other  words,  the  volume  of  business  has  not  fallen  off 
as  much  as  the  money  return  therefrom. 

Railroads   Begin   Argument 

Presentation  of  the  last  public  phase  of  the  Commission's 
general  inquiry  as  to  whether  railroad  rates  could  be  reduced, 
was  begun  March  8  when  attorneys  for  the  railroads  began  argu- 
ing about  the  facts  and  predictions  brought  out  during  the  three 
months  of  testimony  taking.  Eight  hours  were  assigned  to 
them  for  use  the  rest  of  the  week.  Division  of  time  among 
themselves  was  a  problem  the  Commission  remitted  to  them. 
No  such  easy  disposition  could  be  made  of  the  twelve  hours 
allotted  to  the  shippers  and  state  commissioners.  The  Com- 
mission itself  had  to  assign  the  time  each  attorney  was  to  have. 
The  assignment  of  time  to  each  interest,  and  the  name  of  the 
attorney  to  speak  for  it  was  set  down  in  a  program,  by  the 
commissioners  themselves,  because  they  had  to  make  assign- 
ments of  as  few  as  five  minutes. 

Henry  Wolf  Bikle\  assistant  general  counsel  for  the  Penn- 
sylvania, speaking  generally,  but  specifically,  for  the  eastern 
lines,  began  the  argument  and  was  followed  by  Fred  H.  Wood, 
general  attorney  for  the  Southern  Pacific.  Their  arguments, 
however,  covered  the  whole  field.  Much  of  their  time  was  taken 
up  in  answering  questions  by  commissioners  who  wanted  to 
obtain  their  v-iews  as  to  .what  they  should  do  in  carrying  out 
the  authorization  in  section  15a  to  fix  the  rate  of  return  from 
"time  to  time"  after  March  1,  1922.  Mr.  Bikle  contended  the 
law  did  not  require  the  commissioners  to  say  what  would  be  a 
fair  rate  of  return  except  and  unless  they  desired  to  make  a 
change  in  the  freight  rates  and  passenger  fares.  Hts  idea  was 
that  the  rate  of  return  fixed  by  the  law  would  continue  to  be 
the  one  the  Commission  should  undertake  to  attain,  until  or 
unless  its  members  came  to  a  different  conclusion.  Nothing. 
he  contended,  would  warrant  it  in  establishing  a  lower  rate 
than  six  per  cent  as  a  reasonable  return.  His  further  thought 
was  that  the  discretion  given  the  Commission  by  the  proviso 
in  the  rate-making  section,  to  allow  an  additional  one-half  of 
one  per  cent,  as  a  return  for  improvements  and  betterments,  was 
a  temporary  provision  of  law  to  continue  only  during  the  sub- 
normal transition  period,  and  not  to  be  observed  by  the  Com- 
mission when  it  came  to  fixing  a  fair  rate  of  return.  His  theory, 
further,  was  that  the  Commission,  when  it  found  it  necessary 
to  say  what  would  be  a  fair  rate  of  return,  was  not  required  to 
differentiate  in  the  rate  of  return,  but  might  say  that  six  per 
cent  would,  be  the  fair  rate,  without  a  specific  allowance  for 
improvements  and  betterments. 

The  central  thought  in  his  argument  was  that  nothing  had 
been  shown,  either  in  the  way  of  prophecy  or  in  facts  covering 
the  immediate  past,  warranting  any  reduction  in  rates.  His 
great  point  was  that  the  world  was  suffering  from  a  loss  in 
buying  power,  resulting  from  the  destruction  during  the  war. 
He  smiled  when  Commissioner  Eastman  interrogatively  sug- 
gested that  economists  were  inclined  to  say  the  United  States 
was  not  now  poorer  than  it  was  before  the  war.  Mr.  Bikl6  said 
he  was  not  acquainted  with  the  theories  of  the  economists  on 
that  point,  but  he  felt  sure  the  buying  power  of  the  people  of 
the  United  States  was  not  as  great  as  before.  He  pointed  out 
that  reductions,  such  as  the  removal  of  the  three  per  cent  war 
tax  and  reductions  in  freight  rates  had  not  caused  any  stimula- 
tion in  buying.  The  only  effect  of  the  prospective  removal  of 
the  war  tax  was  a  retardation  of  shipments  in  late  December, 
until  the  end  of  the  year.  But  the  January  volume,  he  pointed 
out,  did  not  reach  the  volume  that  was  moving  in  the  early 
part  of  December. 

As  to  the  prophecies,  he  recalled  Clifford  Thome's  prophecy 
in  Ex  Parte  74  about  the  prospects  of  an  enormous  increase  in 
tonnage.  When  the  railroad  plotted  that  prospective  tonnage,  he 
said,  the  curve  was  so  great  that  it  went  clear  off  the  chart. 

"You  stopped  it  yourselves,"  said  Mr.  Thome,  interrupting, 
from  his  place  in  the  middle  of  the  audience.  Mr.  Thorne, 
however,  did  not  explain  how  the  interruption  was  brought  about, 
but  the  idea  he  seemed  to  be  trying  to  convey  was  that  the 
increase  in  rates  following  Ex  Parte  74  caused  the  stoppage  of 
that  increase  hi  tonnage. 

In  opening  the  argument  Mr.  Bikle  said  the  carriers  were 
unanimous  in  the  belief  that  no  general  reductions  in  rates 
should  be  made  at  this  time. 

The  economic  situation  now  confronting  the  country,  he 
said,  had  a  wider  basis  than  the  rates  and  fares  of  the  railroad : 
that  it  was  the  result  of  the  dislocation  of  industry  and  the 
destruction  of  values  produced  by  the  World  War;  that  until 
this  dislocation  was  corrected  and  new  values  created  by  pro- 


ductive effort,  real  prosperity  could  not  return;  that  this  return 
would  necessarily  be  gradual,  and  that  any  effort  to  accelerate 
it  artificially  by  striking  at  the  transportation  industry  would 
produce  reactions  which  would  defeat  the  very  purpose  intended 
to  be  accomplished. 

He  stated  that  the  Commission's  finding  in  1920  as  to  the 
aggregate  value  of  the  eastern  carriers'  property  indicated  that 
they  earned,  during  1921.  only  3.3  per  cent,  as  against  the  6 
per  cent  to  which  they  were  entitled  under  the  law;  that  for 
the  last  six  months  of  1921  their  earnings  were  only  4.49,  as 
contrasted  with  the  6  per  cent  to  which  they  were  entitled 
under  the  law;  that  while  expenses  of  operation  had  been  to 
some  extent  diminished,  they  had  not  been  diminished  to  such 
an  extent  as  to  permit  further  general  reductions  in  rates,  unless 
these  reductions  were  preceded  by  reductions  in  wages. 

He  held  that  the  general  reductions  already  made,  particu- 
larly with  reference  to  farm  products,  etc.,  had  constituted  a 
substantial  inroad  on  the  already  depleted  revenues  of  the  car- 
riers; and  that,  with  the  financial  condition  of  the  railroads 
what  it  is,  further  experiments  of  this  kind  involve  the  possi- 
bility of  the  most  serious  consequences  to  the  railroads,  as  well 
as  ultimately  to  the  public. 

Mr.  Bikl6  said  the  evidence  showed  that  a  one  per  cent 
reduction  in  freight  rates  would  mean  something  over  $4,000,000 
to  the  carriers  of  the  country;  that  no  one  seemed  to  think  that 
any  stimulation  of  business  would  result  short  of  at  least  a 
10  per  cent  reduction,  and  that  it  was  obvious  that  such  a 
reduction  would  be  impossible.  He  further  said  the  testimony 
indicated  that  no  stimulation  of  business  would  result  from  re- 
ductions of  this  character,  since  the  depression  in  business  had 
resulted  irrespective  of  the  reductions  in  prices  made  by  pro- 
ducers, and  that  the  small  additional  reduction  which  might  be 
possible  if  the  freight  rates  were  reduced  would  certainly  have 
no  more  effect  than  the  large  reductions  in  prices  already  made. 

He  further  contended  that,  in  view  of  the  evidence  as  to 
the  small  profits  which  the  shippers  claimed  to  be  making,  there 
was  little  chance  of  any  reduction  reaching  the  pockets  of  the 
consumer,  and  unless  it  did  reach  the  pockets  of  the  consumer, 
his  buying  power  would  not  be  increased,  and  consequently 
there  would  be  no  stimulation  in  business. 

The  carriers  strongly  protested,  he  said,  against  any  reduc- 
tion in  passenger  fares,  since  clearly  such  a  reduction  would 
have  no  effect  on  business,  referring  to  the  testimony  of  Secre- 
tary Hoover,  who  had  testified  that,  in  his  judgment,  "a  de- 
crease in  passenger  rates  is  not  nearly  so  vital  to  the  community 
as  freight  rates." 

"No  greater  blow,"  said  Mr.  Wood,  "to  the  credit  of  the 
carriers,  to  the  improvement  of  transportation  facilities  or  to 
a  renewed  purchasing  power  upon  the  part  of  the  carriers  as  an 
impetus  to  industrial  activity,  could  be  imagined  than  an  order 
of  this  Commission  whereby  a  general  reduction  in  rates  is 
ordered,  either  as  a  whole  or  upon  any  substantial  volume  of 
traffic;  whether  upon  the  theory  that  business  would  be  thereby 
stimulated,  or  through  the  medium  of  a  reduced  authorized  rate 
of  return.  The  maintenance  even  of  present  earnings  and  of 
the  present  upward  tendency  is  involved  in  much  doubt  and 
uncertainty." 

Based  either  upon  actual  operations,  he  said,  or  upon  the 
constructive  year  figures,  it  was  manifest  that  present  and  pro- 
spective earnings  fall  far  below  the  standard  of  section  15a  and 
could  not  be  substantially  reduced  without  seriously  imperiling 
the  financial  condition  of  the  carriers,  which  had  been  at  such 
low  ebb  throughout  the  entire  16  months  since  the  close  of  the 
guaranty  period,  during  which,  as  a  whole,  the  average  rate  of 
return  had  been  scarcely  more  than  one-half  of  the  standard 
set  by  section  15a  and  but  little  in  excess  of  interest  charges, 
many  of  which  had  not  in  fact  been  earned  by  many  important 
carriers. 

"The  credit  and  financial  position  of  the  carriers  has  been 
maintained  during  this  period  largely  through  the  hope  of  better 
conditions  in  the  future,  and  it  is  inconceivable  that  in  the  face 
of  the  actual  results  of  operation  for  the  past  six  months  and 
the  computations  made  in  the  constructive  year  the  Commission 
will,  by  reason  of  the  slight  increase  which  these  figures  show 
over  the  16  months'  period  as  a  whole,  find  it  either  lawful  or 
expedient  to  neutralize  the  slight  improvement  which  has  al- 
ready taken  place  by  rate  reductions,  seriously  affecting  net 
earnings.  Furthermore,  when  the  figures  for  the  month  of 
January,  1922,  the  first  month  which  reflects  the  cumulative 
effect  of  rate,  wage  and  price  reductions,  are  taken  into  account 
the  utter  unwisdom,  not  to  say  illegality,  of  orders  reducing 
rates  becomes  manifest. 

"Incomplete  reports  would  indicate  that  the  net  operating 
income  of  the  carriers  in  the  eastern  district  in  January  last 
was  at  the  annual  rate  of  return  of  4.4  per  cent  on  their  tenta- 
tive valuation,  those  in  the  southern  district,  2.6  per  cent;  and 
the  western  district,  1.1  per  cent,  the  average  for  the  country 
as  a  whole  being  approximately  2.2  per  cent. 

"The  cumulative  effect  of  the  rate  reductions  already  made 
is  illustrated  by  the  fact  that  whereas  the  ton-miles  in  the  West 
show  a  decrease  in  January,  1922,  of  6.9  per  cent  the  gross 
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revenues  show  a  decrease  of  15.8  per  cent.  Under  these  circum- 
stances the  Commission  must  conclude  that  even  without  any 
allowance  whatsoever  for  deferred  maintenance,  the  past,  pres- 
ent and  prospective  net  earnings  of  the  carriers  are  such  that 
no  reduction  therein  through  a  reduction  in  rates  of  a  general 
character,  either  as  applied  to  all  traffic  or  any  description 
thereof  can  safely  be  made  with  justice  to  the  carriers  or  in 
the  interests  of  the  public." 

Mr.  Wood  said  that  "with  due  allowance  for  deferred  main- 
tenance, the  present  net  earnings  as  well  as  prospective  earn- 
ings indicate  that  the  position  of  the  carriers  is  substantially  as 
perilous  as  that  which  continued  through  1921  and  little  less 
critical  than  at  the  termination  of  federal  control." 

"The  Commission  will  take  a  great  responsibility  if  it  orders 
rate  reductions  upon  the  expectation  that  the  traffic  will  be  so 
stimulated  thereby  as  to  offset  or  more  than  offset  the  immediate 
effect  of  such  reductions  upon  the  volume  of  traffic  now  being 
moved  without  the  most  convincing  proof."  added  Mr.  Wood. 
"If  the  matter  is  involved  in  doubt  or  left  to  speculation  there 
can  be  no  warrant  for  such  action. 

"The  whole  argument  in  favor  of  the  reduction  in  rates  upon 
the  theory  of  stimulating  business  is  speculative  and  artificial. 
The  only  definite  and  certain  thing  present  in  the  situation  is 
that  by  such  reductions  the  carriers  will  be  driven  back  to  a 
position  as  bad  or  worse  than  that  which  faced  them  at  the 
end  of  federal  control.  A  business  revival  can  be  much  more 
speedily  and  effectively  brought  about  by  a  resumption  of  buy 
ing  power  upon  the  part  of  the  railroads  than  by  any  other 
single  event  which  can  take  place  in  our  industrial  life,  and 
this  buying  power  instead  of  being  stimulated  will  be  com- 
pletely destroyed  if  the  theory  of  those  who  advocate  rate  re- 
ductions for  the  purpose  of  stimulating  business  are  to  be 
governed." 

Mr.  Wood  pointed  out  that  the  aggregate  amount  of  money 
represented  by  reductions  made  since  1920  In  wholesale  prices 
was  fifteen  times  as  great  as  the  aggregate  advance  in  freight 
rate*  made  by  the  Commission  In  its  order  effective  August  26. 
1920.  but  said  the  lower  price  level  had  not  stimulated  demand, 
which  remained  stagnant. 

"To  suggest."  said  Mr.  Wood,  "that  the  relatively  small 
further  reduction  in  price*,  which  might,  but  probably  would 
not  follow  a  reduction  in  rates,  would  have  this  effect  Is  to 
assume  the  Incredible  and  to  shut  the  eyes  to  the  fundamental 
causes  of  lm*llia*s  depression." 

Mr.  Wood  said  exhibits  filed  with  the  Commission  showed 
that  there  had  been  "a  progressive  and  continuous  drop"  since 
September,  1920.  In  the  price*  of  metals  and  metal  products, 
the  drop  being  "manifestly  largely  in  excess  of  the  decrease 
demanded  In  freight  rates."  but  added  that  it  has  no  "apparent 
stimulating  effect  upon  demand." 

In  cases  where  there  have  been  reduction  In  freight  rate*, 
statistics  filed  with  the  Commislson  have  failed  to  show  any 
decrease  In  traffic,  according  to  Mr.  Wood. 

In  the  course  of  his  argument  at  the  afternoon  session  Mr. 
Wood  said  that  "If.  as  believed,  any  general  reduction  would  be 
Inconsistent  either  with  the  strict  letter  or  the  general  purpose 
of  the  fundamental  statutory  provisions,  this  case  cornea  to  an 
end.  and  the  disposition  of  rates  on  Individual  descriptions  of 
t  raffle  Is  relegated  to  the  ordinary  docket." 

As  to  when  the  public  might  expect  reductions  In  rates.  Mr. 
Wood  said:  "The  answer  Is  easy-  With  a  wage  bill  approxi- 
mating the  pre-war  revenue*  no  one  has  a  right  to  expect  pre- 
war rates.  The  carriers  are  now  before  the  Labor  Board  seek- 
ing reductions  In  wages.  The  process  is  necessarily  slow  and 
cumbersome.  This  Commission  should  make  It  plain  to  the 
public  that  tbeae  rate*  cannot  be  reduced  until  operating  ex- 
penses are  reduced  through  such  wag*  reduction*  a*  the  Labor 
Board  shall  find  to  be  just  and  reasonable.  It  would  not  be 
right  for  this  Commission  to  anticipate  the  Labor  Board's  ac- 
tion. The  railroad  executive*  are  on  record  in  giving  assur- 
ance that  rate*  will  be  promptly  reduced  by  the  amount  of  any 
wage  reductions." 

Two  or  three  commissioners  asked  bow  the  reductions 
would  be  made  following  a  wage  cut  Mr.  Wood  said  be  as- 
sumed traffic  officials  would  then  consider,  plan  and  consult 
with  the  Commission.  Commissioner  Potter  remarked:  "So  far 
a*  I  am  concerned.  I  should  object  to  the  railroads  bargaining 
a*  to  what  they  shall  do  with  any  saving.  This  Commission 
has  some  responsibility  as  to  that." 

In  behalf  of  southern  carriers,  Frank  W.  Owathmey  said 
there  was  a  relatively  small  amount  of  testimony  by  shippers 
In  this  case,  referring  to  the  southern  situation.  The  southern 
roads,  he  said,  each  month  since  September,  1920,  earned  a 
smaller  percentage  than  the  other  group*  of  roads.  For  1921, 
he  said,  their  earnings  amounted  to  only  2.1  per  cent  and  for 
the  last  half  of  the  year  to  only  4.04  per  cent. 

Their  Increases  In  rates,  he  said,  had  been  less  than  those 
r.f  other  roads,  averaging  only  about  56  per  cent  of  those  granted 
to  other  roads  In  recent  years,  receiving  less  than  they  asked 
for  In  Ex  Parte  74.  Last  year  In  the  aggregate,  he  said,  they 
failed  to  earn  Interest  on  their  funded  debt 

In  arguing  that     a  reduction  In  rates  would  not  stimulate 


traffic,  Mr.  Gwathmey  said  it  would  be  worse  than  Idle  to  as- 
sume any  percentage  reduction  in  rates  could  have  a  greater 
effect  on  the  movement  of  cotton  than  the  great  price  fluctut- 
tions  that  had  taken  place.  The  recent  10  per  cent  reduction, 
he  said,  made  not  even  a  flutter  in  the  market. 

"The  crop  is  not  there  to  move,"  said  he.  "There  has  also 
teen  a  large  shrinkage  in  the  production  -and  consumption  of 
tobacco,  fertilizers  and  other  basic  things  in  spite  of  reductions 
in  price.  Improvement  of  business  in  the  south  must  neces- 
sarily be  gradual  and  it  would  be  only  slightly  influenced  by 
any  reasonably  possible  change  in  freight  rates." 
Views  of  State  Commissioners 

The  views  of  state  commissioners  and  attorneys  for  .ship- 
pers were  placed  before  the  Commission,  March  9  and  the 
following  day.  In  a  general  way  the  arguments  followed  closely 
the  argumentative  testimony  submitted  by  the  witnesses  for 
the  interests  represented.  The  argument  for  the  state  com- 
missioners was  made  by  Fred  W.  Putnam,  on  behalf  of  the 
committee  representing  the  western  and  southern  states  which 
combined  for  the  purpose  of  participating  in  the  case.  Mr. 
Putnam  said.  In  part: 

Tl>*-  questions  that  this  Commission  must  answer  In  this  proceed- 
ing in  some  manner  or  other  is,  whether  or  not  a  carrier  is  entitled 
to  the  same  rate  of  return  In  years  of  prosperity  and  in  years  of  de- 
pression*. 

The  answer  that  this  Commission  will  give  to  that  question  will 
be  used  throughout  the  country,  either  In  support  of  those  who  are 
claiming-  that  the  transportation  act  provides  for  a  guaranty  to  the 
carriers  or  will  be  used  to  refute  that  proposition. 

w.  who  are  famllim  with  tli<<  situation  know  that  the  transporta- 
tion act  carries  no  guaranty  to  the  carriers,  as  a  guaranty  implies  an 
aliAoTule  obligation  to  pay  a  given  sum. 

We  have  Just  passed  a  year  of  high  costs  and  small  traffic,  with 
the  renultlng  low  net  return.  As  shown  by  exhibits  In  this  case  these 
conditions  of  high  costs  have  been  so  modified  as  to  place  the  Barriers 
In  a  position  to  earn  6  per  cent  upon  their  property  under  traffic  con- 
dtlons  as  they  existed  during  the  year  1921  and  with  the  return  to 
normal  traffic  with  the  present  costs,  the  carriers  will  earn  greatly  In 
excess  of  a  6  per  cent  return  upon  the  property. 

If  under  these  conditions,  the  Commission  should  Interpret  the 
act  to  mean  they  have  no  power  to  reduce  rates,  the  public  will  be 
MCI-.!  that  the  cry  of  guaranty  was  correctly  made.  The  man  who 
Is  taking  losses  not  only  In  his  net  return  hut  In  his  actual  capital. 
•  unnot  understand  why  the  government  should  preserve  the  carriers 
full  earning  power  at  his  expense. 

A  fn-quent  change  In  the  rate  of  return  to  be  fixed  by  this  Com- 
mission Is  undesirable,  but  a  rate  of  return  should  not  be  based  upon 
abnormal  conditions,  hut  must  be  based  upon  the  normal  earning 
power  of  the  carriers,  and  rates  so  be  adjusted  as  to  produce  as  near 
as  may  be  a  fair  return  upon  the  fair  value  of  the  property  under 
normal  conditions.  That  means  that  the  rate  of  return  for  the  year 
I  HI.  with  Its  high  costs  and  reduced  traffic  and  a  general  depression 
In  business  In  the  country,  would  not  be  as  high  as  a  rate  of  return 
that  the  carriers  should  earn  In  the  niora  prosperous  years. 

Wo  have  shown  that.  under  normal  frame,  we  shall  have  a  return 
of  I  per  cent  on  the  present  value  of  the  property.  This  means  an 
excess  of  2  per  cent  over  the  rate  of  return  authorised  by  Congress 
for  the  period  ending  March  1,  1922,  and  I  doubt  If  anyone  will  main- 
tain that  a  rate  of  return  for  1922  should  be  In  excess  of  that  for 
IttO.  At  the  tlmr  Congress  was  considering  this  matter,  general  busi- 
ness and  Industry  were  making  large  profits.  Government  securities 
with  their  low  Intermt  rates  showed  a  depressed  situation  and  tin- 
going  Interest  charge  was  high,  while  In  1922  business  generally  Is 
"••"  '>K  any  profit  at  all.  Interest  rates  are  considerably 

reduced,  and  government  securities  have  greatly  strengthened,  and  th. 
carriers  UMSBMnM  nrr  u>>l.  to  make  borrowing  at  a  much  reduced 
cost,  whi-  on  will  undoubtedly  continue  to  Improve.  The 

purposes  of  the  showing  and  exhibits  mnde  by  the  states  and  the 
argument  bastd  thereon.  Is  to  show  that  with  the  returning  tide  of 
prosperity,  with  th<>  lessening  of  the  costs  of  material  and 
supplies,  with  the  adjustment  of  the  wage  problem,  with  the 
growing  efficiency  of  the  carriers — all  of  these  arc  to  be 
taken  Into  consideration  In  determining.  In  the  light  of  the  rule  of 
reason,  what  would  he  that  fair,  reasonable  and  just  rate,  and  meet 
I  h.-  transportation  needs  of  the  country. 

80  basing  our  estimates  as  to  the  rate  of  return  on  that  fixed  by 
Congress.  It  means  a  minimum  reduction  In  freight  rates  of  t400.000.000 
per  annum:  passenger  reductions  advocated  need  not  be  considered, 
as  they  will  produce  no  loss  In  net  revenues,  a  much  larger  reduction 
will  be  possible  because  of  the  continuing  reduction  In  labor  cost  of 
the  greater  efficiency  In  the  operations  that  has  lx>en  reviewed  In  this 
argument. 

In    conclusion    we    beg   to    submit    that    the    following    statement* 

nM  be  the  conclusions  of  the  Commission: 

1st.  That  under  the  provisions  of  the  transportation  act  the 
•MI  mission  Is  fully  authorized  to  reduce  rates  on  the  ground  that 
under  the  present  rates  and  operating  costs  with  normal  truffle,  the 
carriers  will  earn  a  net  railway  operating  revenue  In  excess  of  that 
contemplated  by  the  act 

Id.  That  the  present  rates  are  unreasonable  under  Section  1  of 
the  act.  and  must  be  reduced. 

2d.  That  the  passenger  rates  are  unreasonable  and  are  higher 
than  the  traffic  will  bear  and  reduced  passenger  fares  will  stimulate 
bootees*  and  result  In  maintaining  present  net  return  upon  that  traffic 
and  give  a  greater  public  sen 

National   Industrial   Traffic   League 

Speaking  for  the  National  Industrial  Traffic  League,  John 
8.  Burchmore  asked  the  Commission  to  be  definite  In  what  It  had 
to  say.  He  supported,  of  course,  the  general  proposition  of  the 
League,  that  the  reductions  should  be  made  In  the  same  way 
the  advances  were  made,  by  percentages.  He  said  the  Commis- 
sion should  be  definite  In  Its  announcements  and  that  if  it  came 
to  the  conclusion  it  could  not  make  a  general  reduction  In  all 
rates,  but  only  on  some,  the  question  of  how  the  cut  in  the 
revenues  of  the  carrier*  the  CommUslon  might  think  could  be 
made  should  be  distributed  should  be  answered,  not  merely  in 
a  conference  between  the  carriers  and  the  Commission,  but  In 
a  public  conference  on  the  subject. 

In  the  announcement,  Mr.  Burchmore  said,  the  Commission 
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should  plainly  tell  the  people  that  high  rates  would  have  to  be 
maintained  on  account  of  high  operating  costs,  that  the  high 
operating  costs  were  due  to  the  failure  of  the  Railroad  Labor 
Board  to  deflate  wages. 

"Suppose  the  Railroad  Labor  Board  should  tell  the  public 
we  should  raise  rates  so  as  to  continue  the  high  wages,  what 
should  we  do?"  asked  Commissioner  Campbell. 

"No  one  would  give  such  an  announcement  by  that  body  any 
weight,"  retorted  Burchmore.  "That  is  not  a  tribunal  such  as 
this  one.  No  one  is  put  on  oath.  The  so-called  witnesses  read 
from  newspaper  clippings  and  exhibit  cartoons  as  'Evidence,' 
just  as  some  who  have  appeared  before  that  body  tried  to  do 
in  this  hearing.  Everybody  except  the  shipper  is  allowed  to 
appear  before  that  body.  The  shipper  who  furnishes  the  money 
is  kept  out." 

R.  C.  Fulbright,  for  the  Southwestern  Traffic  League,  said 
the  question  was  as  to  how  and  when  restoration  to  normality 
in  rates  could  be  brought  about.  He  said  the  recent  reduction 
in  rates  on  agricultural  products  was  received  without  protest 
by  any  of  the  interests  against  which  it  discriminated,  simply 
because  it  was  regarded  as  a  forerunner  for  general  reductions 
in  all  other  kinds  of  traffic. 

Paul  Blanchard,  speaking  for  the  fertilizer  interests,  said 
a  25  per  cent  reduction,  as  asked  by  that  industry,  would  in- 
crease the  purchasing  power  of  the  users  of  fertilizer  to  such 
an  extent  that  they  could  buy  400,000  more  tons  and  the  larger 
crops  resulting  from  the  greater  use  of  fertilizer  would  more 
than  make  up  the  loss  of  $8,000,000  in  revenue  a  25  per  cent 
reduction  would  cause. 

Samuel  H.  Cowan,  for  the  live  stock  interests,  said  the  rail- 
roads with  their  present  high  rates  reminded  him  of  the  boy 
who  was  trying  to  eat  a  pigknuckle.  He  got  it  into  his  mouth 
and,  according  to  his  idpa,  he  could  neither  eat  it  nor  take  it 
out. 


TESTIMONY   AS  TO    BOOTLEGGERS 

In  The  Traffic  World,  February  25,  p.  426,  the  description 
of  what  the  bootleggers  in  Chicago  were  doing  to  break  down 
the  business  of  the  non-alcoholic  beverage  brewers  was  attrib- 
uted to  H.  W.  Knoche  of  St.  Paul.  The  description  should  have 
been  credited  to  Mr.  Peterson,  testifying  for  one  of  the  Chicago 
brewers  whose  business,  according  to  the  testimony,  in  a  meas- 
ure, was  forestalled  by  the  operations  of  the  bootleggers,  who 
seemed  to  be  able  to  get  real  beer  from  some 'of  the  smaller 
breweries  during  the  hours  of  the  night  and  get  it  to  the  places 
of  dispensing  before  the  non-alcoholic  beverage  people  could 
get  to  the  market  with  lawful  beverages.  Mr.  Knoche,  in  com- 
menting on  the  transfer  to  him  of  credit  for  that  testimony,  said 
he  was  not  in  a  position  to  say  what  either  the  Chicago  boot- 
leggers or  any  kind  of  Chicago  brewers  were  doing. 


INTERLOCKING  DIRECTORATES,  ETC. 

Henry  A.  Dupont  was  authorized  to  retain  his  positions  with 
the  Wilmington  &  Northern  Railroad  and  the  Baltimore  & 
Philadelphia  Railroad. 

Randolph  Stauffer  was  authorized  to  retain  his  positions  with 
the  East  Pennsylvania  Railroad  and  the  Schuylkill  &  Lehigh 
Railroad. 

C.  S.  W.  Packard  was  authorized  to  hold  the  position  of 
director  of  the  Catawissa  Railroad  in  addition  to  positions  pre- 
viously authorized. 

Harry  E.  Paisley  has  been  permitted  to  hold  the  position 
of  director  of  the  Stony  Creek  Railroad  in  addition  to  positions 
previously  authorized. 

Robert  Russel  wes  permitted  to  hold  the  positions  of  di- 
rector of  the  Allentown  Railroad,  Colebrookdale  Railroad,  Dan- 
ville &  Shamokin  Railroad,  and  other  roads  in  addition  to  posi- 
tions previously  authorized. 

Samuel  T.  Wagner  was  authorized  to  hold  the  position  of  di- 
rector of  the  Colebrookdale  Railroad  in  addition  to  positions  pre- 
viously authorized. 

Various  officers  of  the  Elgin,  Joliet  &  Eastern  Railway.  Chi- 
cago, Lake  Shore  &  South  Bend  Railway,  Gary  &  Western  Rail- 
way, and  other  roads  have  been  permitted  to  retain  their  posi- 
tions, z 

Robert  J.  Dunham  was  permitted  to  retain  his  positions  with 
the  Chicago,  Burlington  &  Quincy  Railroad  and  the  Union  Stock 
Yards  Company  of  Omaha,  Ltd. 

George  Hannauer  was  authorized  to  hold  the  position  of  di- 
rector of  the  Peoria  &  Eastern  Railway  in  addition  to  positions 
previously  authorized. 

The  Commission  has  authorized  W.  G.  Bierd  to  retain  his 
positions  with  the  Chicago  &  Alton  R.  R.,  Joliet  &.  Chicago 
R.  R.,  Terminal  R.  R.  Association  of  St.  Louis  and  other  roads. 

Charles  Boettcher  and  Lawrence  C.  Phipps  have  been  au- 
thorized to  retain  their  positions  with  the  Denver  &  Salt  Lake 
R.  R.  and  the  Northwestern  Terminal  Ry. 

P.  C.  Coley  was  authorized  to  hold  the  positions  of  general 
passenger  agent  of  the  New  York,  New  Haven  &  Hartford  R.  R. 
and  Central  New  England  Ry. 

H.  L.  McCracken  was  authorized  to  retain  his  positions  with 


the  Poteau  Valley  R.  R.,  Buffalo  Northwestern  R.  R.  and  Western 
Oklahoma  Railway. 

J.  Pope  Matthews  was  authorized  to  hold  the  position  of 
director  of  the  Southern  Railway,  Carolina  division,  in  addition 
lo  positions  previously  authorized. 

J.  Ernest  Edenton  was  authorized  to  retain  his  positions 
with  the  Chicago,  St.  Louis  &  New  Orleans  R.  R.  and  Birming- 
ham &  Northwestern  Ry. 

Edward  F.  Swinney  has  been  authorized  to  retain  his  posi- 
tions with  the  Kansas  City  Southern  Ry.,  Chicago  Great  Western 
R.  R.,  Kansas  City  Terminal  Ry.,  Kansas  City,  St.  Louis  & 
Chicago  R.  R.  and  Louisiana  &  Missouri  R.  R. 

Holding  that  the  Angola  Transfer  Company  was  neither  a 
common  carrier  by  railroad  nor  a  corporation  organized  for  the 
purpose  of  engaging  in  transportation  by  railroad  within  the 
meaning  of  paragraph  (12)  of  section  20-a  of  the  act  and  that 
the  making  of  the  application  was  unnecessary,  the  Commission 
has  dismissed  the  application  filed  by  the  Louisiana  Ry.  &  Navi- 
gation Company  in  behalf  of  sundry  persons  to  hold  positions 
with  the  Angola  Transfer  Company. 

F.  S.  Wynn  was  authorized  to  hold  the  position  of  director 
of  the  Georgia  Southern  &  Florida  Railway,  in  addition  to  posi- 
tions previously  authorized. 

Nathan  P.  Hunt  was  authorized  to  retain  his  positions  with 
the  Suncook  Valley  Railroad  and  the  Pemigewasset  Valley  Rail- 
road. 

G.  J.  Tansey  has  been  permitted  to  hold  the  positions  of 
director   of  the  Louisiana  &  Missouri  River  Railroad  and  the 
Kansas  City,  St.  Louis  &  Chicago  Railroad. 

The  Commission  has  authorized  officers  of  the  Arkansas  & 
Louisiana  Missouri  Railway,  Mansfield  Railway  &  Transporta- 
tion Co.,  Nacogdoches  &  Southeastern  Railway,  and  Louisiana 
&  Pine  Bluff  Railway  to  retain  their  positions  with  those  roads; 
and  officers  of  the  Ellenville  &  Kingston  Railroad,  Niagara  Junc- 
tion Railroad,  New  York,  Ontario  &  Western  Railway,  and  other 
roads  to  retain  their  positions. 

Henry  K.  McHarg  was  authorized  to  hold  the  positions  of 
director  of  the  Port  Jervis,  Monticello  &  Summitville  Railroad, 
and  Ontario,  Carbondale  &  Scranton  Railway  in  addition  to  posi- 
tions previously  authorized. 

The  Commission  has  authorized  James  H.  Perkins  to  hold 
the  positions  of  President  of  the  Detroit,  Hillsdale  &  South- 
western R.  R.  and  vice-president  of  the  Fort  Wayne  &  Jackson 
R.  R.  in  addition  to  positions  previously  authorized. 

PETITIONS    FOR    REARGUMENT,    ETC. 

The  Myles  Salt  Company,  Jefferson  Island  Salt  Mining  Com- 
pany and  Roberts  &  Oake,  intervening  respondents  in  I.  and  S. 
No.  1398,  salt  from  Louisiana  mines  to  Chicago,  St.  Louis  and 
intermediate  main  line  points,  have  asked  the  Commission  to 
grant  a  reargument  of  that  proceeding  and  to  modify  its  order 
so  that  the  "present  prohibitive  rates  from  Louisiana  mines  to 
Chicago  and  other  points  may  be  reduced  to  the  basis  proposed 
in  the  tariffs  under  suspension." 

The  Director-General  has  asked  the  Commission  to  further 
consider  its  findings  in  No.  12055,  Procter  &  Gamble  Co.  vs. 
Director-General  et  al.,  and  to  dismiss  the  complaint. 

Complainant  and  the  Public  Service  Commission  of  Nevada 
and  the  Reno  Chamber  of  Commerce,  interveners,  have  asked  the 
Commission  to  grant  a  rehearing  in  No.  11396,  Mason  Valley 
Mines  Co.  vs.  Western  Pacific  et  al. 

Complainants  in  No.  11149,  Fifth  and  Ninth  Districts  Coal 
Bureau  vs.  Director-General,  A.  T.  &  S.  F.,  et  al.,  one  of  the 
Illinois  coal  cases  in  1920,  have  asked  the  Commission  to  grant 
a  rehearing  and  reargument  in  that  case  and  to  institute  a 
general  investigation  "into  and  concerning  the  reasonableness 
and  propriety  of  the  rates  on  coal  from  mines  in  western  Ken- 
tucky, Indiana,  Illinois,  Iowa,  Kansas,  Missouri,  Arkansas,  Colo- 
rado and  Wyoming,  and  from  the  docks  to  all  destinations  in 
the  states  of  Illinois,  Wisconsin,  Michigan,  Iowa,  Minnesota, 
Kansas,  Nebraska  and  Colorado  or,  in  fact,  the  territory  involved 
in  the  Cement  case,  docket  No.  8182,  with  a  view  to  the  fixa- 
tion of  rates  that  will  enable  operators  supplying  or  endeavor- 
ing to  supply  the  needs  of  the  consuming  public  in  that  terri- 
tory to  compete  on  an  equal  basis  and  under  which  the  continual 
litigation  concerning  these  matters  will  be  settled  finally  and 
settled  correctly." 


EX  LAKE  IRON  ORE  RATES 

The   Traffic   World   Washington  Bureau 

A  final  decision  by  the  eastern  trunk  lines  as  to  what  they 
will  do  with  rates  on  ex-lake  iron  ore  is  expected  within  a 
week.  A  tentative  plan  now  is  to  cut  existing  rates  20  per  cent 
by  filing  tariffs  to  be  effective  April  17  on  statutory  notice.  That 
was  the  plan  to  which  they  turned  after  they  had  diplomatically 
inquired  to  find  out  whether  they  might  hope  to  obtain  sixth 
section  permission  to  make  the  reduction  effective  April  1,  the 
operative  date  of  the  tariffs,  in  which  they  proposed  to  reduce 
rates  on  ore,  other  than  ex-lake,  by  14  per  cent.  They  received 
no  encouragement  as  to  sixth  section  permission,  hence  the 
plan  for  making  the  20  per  cent  reduction  on  statutory  notice. 
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RAILWAY  WAGE   HEARING 

After  four  hours'  delay  in  finding  quarters  large  enough  for 
the  crowd  that  wanted  to  attend,  the  hearing  before  the  Labor 
Board  to  determine  whether  the  members  of  25  labor  organiza- 
tions, representing  all  the  railroad  workers,  except  those  in  the 
train,  engine  and  yard  service,  are  to  have  their  wages  cut 
again,  began  In  Chicago  the  afternoon  of  March  6.  The  roll- 
call,  which  consumed  most  of  the  first  session,  showed  that  205 
roads  were  involved,  either  through  submission  to  the  board  in 
regular  order,  or  through  ex  parte  action  by  the  board  on  ap- 
plications by  various  classes  of  employes  for  wage  Increases. 
The  roll-call  also  revealed  that  most  of  the  testimony  of  the 
carriers  was  to  be  consolidated  into  three  separate  submissions 
directed  as  follows:  Eastern  lines.  J.  G.  Walber;  western  lines, 
J.  W.  Higgins;  southeastern,  J.  W.  Higgins. 

Some  Inkling  of  the  tactics  to  be  followed  by  the  employes 
came  out  just  before  the  close  of  the  session,  when  R.  M.  Barton, 
chairman  of  the  board,  requested  the  labor  representatives  to 
submit  to  the  carriers  a  list  of  those  roads  on  which  they  intend 
to  contend  no  adequate  conferences  were  held.  In  reply,  B.  M. 
Jewell,  president  of  the  railway  employes'  department  of  the 
American  Federation  of  Labor,  said  that  letters  had  been  mailed 
to  each  of  the  roads  stating  that  that  was  the  position  of  his 
organisations.  This  attitude  was  explained  by  E.  J.  Manion. 
president  of  the  Order  of  Railway  Telegraphers,  who  said  that 
the  position  taken  by  the  carriers  at  these  conference*  wa» 
that  money  was  needed  to  pass  on  to  the  public  In  reduced  rates. 
•bins,"  he  continued,  "was  said  about  the  reasonableness 
of  the  present  wage  scale.  Our  committees  were  hustled  In 
and  hustled  out;  they  were  not  given  time  to  prepare  any  sort 
of  a  reply,  and  If  the  carriers  intend  to  put  In  any 'testimony 
here  regarding  the  present  wage  scales,  their  unreasonableness 
and  the  reduced  cost  of  living,  we  shall  certainly  take  the  posi- 
tion that  adequate  conferences  were  not  held  and  that  the 
matter  Is.  therefore,  not  properly  before  this  board. 

"These  carriers  were  assessed  an  estimated  Increase  In 
expenses  of  $600.000.000  In  July.  1920.  when  our  wages  were 
increased,  and  Immediately  thereafter  the  Interstate  Commerce 
Commission  granted  an  Increase  In  rates  that  was  estimated  to 
increase  revenues  $1.500.000.000.  Last  July  a  redaction  In  wages 
was  made  that  was  said  to  mean  a  saving  of  $400.000.000  to  the 
carriers,  and  now  they  come  In.  and  without  explaining  what 
was  done  with  the  money  they  have  already  been  given  by  the 
Commission  and  this  board,  ask  for  a  further  reduction  In  wages 
so  that  they  may  aid  the  public." 

Mr.  Manion  also  referred  to  the  regional  conference  boards, 
recently  established,  to  deal  with  the  so-called  "big  four"  brother- 
hoods, as  "petting  parties."  "It  seems  strange."  he  said,  "that 
the  lower  paid  classes  of  labor  should  be  singled  out  to  bear 
the  burden  of  these  proposed  rate  reductions.  The  railroads 
are  the  only  business  In  the  country  that  Is  still  Inflated,  and 
now.  Instead  of  taking  their  share  of  the  work  of  returning 
business  to  normal,  they  want  to  perform  another  operation 
on  w." 

In  spite  of  the  threat  made  by  labor  leaders  that  any  testi- 
mony put  In  by  the  carriers  regarding  the  unreasonableness 
of  railway  wages  would  mean  the  pressing  of  a  contention  that 
the  cases  were  not  properly  before  the  board.  J.  W.  Higgins. 
executive  secretary  of  the  Association  of  Western  Railways, 
speaking  for  101  railroads  In  the  territory  west  of  Chicago,  put 
Into  the  record  at  the  wage  hearing  In  Chicago.  March  7.  a 
voluminous  compilation,  made  from  reports  of  railroad  ev 
lives  In  28  states,  which,  he  said,  showed  wages  in  other  Indus- 
tries to  be.  In  general,  far  below  those  paid  for  similar  Classen 
of  labor  In  the  railroad  Industry. 

Some  difficulty  was  experienced  in  getting  the  testimony 
under  way.  due  to  the  fact  4 hat  the  board  had  adopted  a  pro- 
gram which  contemplated  the  hearing  of  all  dispute*  against 

"hop  crafts  before  taking  any  testimony  regarding  any  of 
the  other  classes  Involved.  Mr.  Hlggtns  and  his  state  chairman 
had  arranged  their  presentation  to  cover  all  classes  and  some 
rearrangement  was  necessary  In  order  to  proceed. 

According  to  the  figures  of  the  western  carriers,  compiled 
from  reports  covering  318.893  workers  In  outside  Industries. 
77.7J  per  cent  received  wages  less  than  those  paid  for  analo- 
gous work  by  the  railroads.  In  only  three  states  (Montana. 
Wyoming  and  Colorado)  was  the  general  average  of  wages 
higher  than  the  railroad  scale.  This,  the  witness  said,  was  due 
to  the  furl  that  those  states  were  sparsely  settled  and  because 
Industry  in  them  was  confined  largely  to  mining,  where  wages 
were  generally  high. 

The  table  of  decreases  requested,  filed  by  the  witness, 
showed  that  the  decreases.  If  allowed,  would  average  consid- 
erable In  excess  of  the  10  per  cent  generally  used  as  the  con- 
venient method  of  describing  them.  On  skilled  shop  employes, 
for  Instance,  a  cut  of  9V4  cents  In  a  77-cent  an  hour  rate  Is 
proposed:  pipefitters.  27  cents  in  a  rate  of  77  cents;  carmen 
helpers,  19  cents  In  a  rate  of  54  cents;  and  other  shop  employes. 
22  rents  In  a  rate  of  72  rents. 

Mr.  Hlegin*  otnline.i  the  moves  of  the  carriers  which  led 
np  fo  the  reqiieot*  for  further  reductions.  Me  told  of  the  meet- 


ing of  the  executives  last  October,  at  which  time  it  was  decided 
to  use  possible  future  reductions  in  wage  scales  to  reduce 
freight  and  passenger  rates.  He  said  no  change  had  been  made 
in  this  program  and  the  board,  the  workers  and  the  public 
could  rest  assured  that  every  cent  of  the  reduction  would  be 
passed  on  to  the  shipper  and  traveler,  in  so  far  as  it  had  not 
been  already  passed  on. 

Following  the  presentation  of  Mr.  Higgins's  testimony,  each 
of  the  state  chairmen  made  a  brief  statement  regarding  labor 
conditions  peculiar  to  his  state.  This  gave  rise,  momentarily, 
to  the  belief  that  the  carriers  were  going  to  insist  on  varying 
wage  scales  for  application  in  different  territories,  instead  of 
the  standard  scale  in  effect  since  the  beginning  of  federal  con- 
trol. When  a  question  to  that  effect  was  put  by  Chairman 
Barton,  however,  Higgins  and  his  colleagues  from  the  East  and 
Southeast  denied  that  that  was  the  case. 

In  closing  his  presentation  for  the  western  carriers,  March 
8.  Mr.  Higgins  made  a  plea  for  the  restoration  of  proper  rela- 
tionships between  wages  of  various  classes  of  railroad  workers 
which,  he  said,  had  been  "distorted,"  during  federal  control. 
He  also  pointed  out  that  in  addition  to  the  lower  scales  of  wages 
in  effect  for  analogous  work  in  outside  industries,  these  indus- 
tries frequently  used  "handy-men  and  second-class  mechanics" 
to  perform  rough  mechanical  work,  whereas  the  railroads  were 
required  to  use  regular  mechanics,  at  mechanics'  rates  of  pay, 
to  perform  similar  work.  He  said,  in  part: 

I  want  to  nay  for  all  roads  a  few  words  to  emphasize  the  request 
for  consideration  of  and  relief  from  some  of  the  distortions,  created 
during  the  period  of  government  control,  of  the  well  established  wage 
relationship*  an  !•••!»•  .-M  the  different  clashes  which  we  feel  the  rates 
proposed,  would.  If  a. .-.  |,i,.<l.  In  a  large  measure  adjust.  Also.  I  want 
to  stress  the  fact  that  within  each  railroad  shop,  as  pointed  out,  there 
Is  an  unjustified  uniformity  In  rates  when  comparison  with  outside 
shops  Is  made.  I  want  to  call  attention  to  the  fact  that  the  evidence 
submitted  In  behalf  of  western  railroads  shows  conclusively  that  the 
same  situation  with  n  .«!»  •  t  to  labor  rates  In  the  shops  of  other  indus- 
!.•  ••  i-xlst  today  as  It  did  during  tbe  war  period,  with  the  one  exception 
that  all  rates  In  outside  Industries  are  on  a  lower  level. 

I  want  to  further  point  out  that  our  evidence  shows  conclusively 
that  in  every  city  and  state  In  western  territory  the  great  hulk  of 
•hop  work  Is  performed  In  outside  Industry  at  lower  rates  than 
the  railroads  pay,  and  that  much  of  the  rougher  shop  work  for  which 
mllrnads  now  pay  mechanics'  rates  Is  performed  In  outside  shops  by 
handymen,  or  second-class  mechanics,  at  much  lower  rates  than  the 
mlrs  receive,  and  a  great  deal  of  It  at  rntes  lower  even  than 
those  we  are  now  offering  the  helper  apprentice  and  the  regular 
apprentice*  In  the  last  year  of  apprenticeship.  The  consideration  the 
western  roads  ask  that  the  hoard  Rive  this  situation  Is  this:  that  It 
permit  the  railroads  to  adjust  with  the  men  rates  for  such  positions. 
nr  that  It  name  rates  for  those  positions  requiring  less  skill  that  are 
more  nearly  In  accord  with  rates  paid  for  similar  work  In  contiguous 
outside  Industries. 

The  western  railroads  want  the  «7't  fpnt  rate  to  supplant  the  77 
rent  rate  for  skilled  shopmen,  that  is.  first  class  Journeymen 
mechanics:  they  also  want  and  earnestly  request  that  this  hoard  not 
Impose  higher  rales  for  less  skilled  positions  than  the  rates  paid  l.\ 
Industries  In  contiguous  territory,  nor  <lo  they  want  to  be  compelled, 
through  classification  of  work,  to  use  the  skilled  jotirneymnn  mechanic 
on  the  rougher  and  lower  >crB'l«'»  i>f  work.  They  ask  thnt  this  board 
flx  rates  for  these  lower  grades  more  nenrly  comparable  with  the 
rates  paid  for  like  work  In  other  Industry  In  contiguous  sections.  In 
other  words,  they  ask  that  the  board,  nfter  fixing  the  minimum  rnto 
for  skill". '  •  n  mechanics,  fix  rates  at  a  lower  level  for  the 

lower  grade*  of  work,  specifying  the  kind  of  work  and  the  rate  that 
will  be  paid  for  such  unrk  and  fixing  the  rntes  so  thev  will  fall  within 
the  sprrii  ii  the  minimum  rstes  for  skilled  journeymen 

mechanics  and  the  maximum  rates  for  regular  and  helper  apprentices. 

Representatives  of  Individual  western  railroads  took  up  the 
question  of  financial  ability  to  pay.  after  the  close  of  the  general 
presentation.  Some  of  the  smaller  roads  Insisted  that  unless  a 
reduction  In  wages  were  forthcoming  they  would  have  to  cease 
operating.  Among  these  were  the  International  &  Great  North- 
ern and  the  Minnesota  &  International.  These  pleas  gave  rise 
to  some  speculation  as  to  how  the  weaker  roads  would  be  ben- 
efited financially  If  money  awarded  through  wage  reductions 
was  passed  on  to  the  public  in  rate  reductions.  The  prevailing 
opinion  seemed  to  be  that  such  reductions  would  stimulate  traffic 
.••flstiently  to  place  the  small  roads  on  a  sounder  financial  basis. 
In  the  case  of  the  M.  &  I.,  for  Instance,  the  chief  factor  In  the 
failure  of  the  road  to  earn  Its  fixed  charges  was  the  closing 
down  of  lumber  operations  In  northern  Minnesota.  It  was  hoped. 
W.  H.  Oemmel.  president  of  the  road,  said,  that  a  reduction  In 
rates  would  stimulate  business  generally  and  so.  Indirectly,  cause 
the  resumption  of  logging  operations. 

In  the  course  of  the  presentation  of  the  C.  B.  &  Q.  Railway, 
It  was  stated  that  the  road  requested  the  withdrawal  of  Its 
wage  cut  proposal  with  regards  to  Its  clerks,  freight  handlers 
and  station  employes.  In  explanation.  It  was  said  that  these 
men  had  decided  to  accept  the  cuts  proposed  by  the  carrier, 
which  were  practically  the  same  as  that  proposed  by  the  other 
western  lines,  ranging  from  $10.20  to  $14.28  a  month. 

Eastern  railroads  began  the  presentation  of  their  side  of 
the  wage  controversy  at  the  Labor  Board  hearing,  March  9, 
the  general  phases  of  it  being  taken  care  of  by  John  G.  Walber. 
The  bulk  of  his  testimony  was  in  the  shape  of  10  exhibits,  the 
largest  of  which  was  a  volume  containing  some  500  pages  of 
statistics  concerning  wages  In  outside  Industries.  The  others 
were  compiled  to  show  that  the  financial  condition  of  the  east- 
ern roads  had  made  nnder-malntenanoe  necessary,  that  the  cost 
of  living  had  receded  materially  since  last  July,  and  that  wage 
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i  ead  justments  in  other  Industries  had  gone  on  more  rapidly 
than  in  the  railroad  industry. 

Mr.  Walber  stressed  what  he  considered  the  fact  that  a 
reasonable  cut  in  the  wages  of  railroad  employes  would  be  as 
much  in  the  interest  of  employes  as  in  the  interest  of  the 
roads  and  the  public.  To  prove  this  he  submitted  tables  of 
average  working  hours  per  week  in  various  railroad  shops  at 
present  compared  with  those  of  a  year  and  two  years  ago.  His 
contention  was  that  a  cut  in  wages  would  mean  prosperity  for 
the  railroads  and  would  cause  the  re-hiring  of  many  laid-off 
shop  men,  and  the  extension  of  the  working  hours  of  many 
others  to  nine  and  ten  hours  a  day  instead  of  five  and  six,  as 
at  present. 

While  discussing  this  subject,  the  witness  said  that  several 
roads  had  succeeded  in  convincing  their  shop  workers  of  these 
facts,  but  that  the  local  leaders,  acting  under  orders  from  higher 
up,  had  declined,  against  their  own  better  judgment,  to  accept 
the  proposed  cut.  Mr.  Jewell,  of  the  American  Federation  of 
Labor,  vigorously  denied  this,  and  challenged  the  witness  to 
cite  some  instances.  This  Mr.  Walber  refused  to  do,  saying 
that  to  do  so  would  work  harm  to  the  men  who  had  confided 
in  their  managers  to  the  extent  of  telling  them  some  of  the 
alleged  inside  workings  of  the  railroad  labor  organizations. 

Mr.  Walber  said,  in  part: 

Although  the  reduction  in  the  cost  of  living  from  May  1,  1920,  to 
July  1,  1921,  was  approximately  20  per  cent,  as  indicated  by  the  gov- 
ernmental and  other  statistics,  yet  the  reduction  in  wages  effective 
July  1,  1921,  was  approximately  11  per  cent.  It  is  obvious,  therefore, 
that  other  elements  than  the  changes  in  the  cost  of  living  entered  into 
the  deliberations  of  the  board.  Exhibits  will  be  introduced  showing 
clearly  that  the  cost  of  living  today  is  back  where  it  was  in  1918. 
So  far  as  the  cost  of  living  is  a  factor  in  determining  wages,  the 
wages  of  today  should  be  based  upon  what  the  cost  of  living  was 
in  1918.  According  to  the  statistics  of  the  Department  of  Labor  the 
cost  of  living  as  of  December,  1921,  is  74.3  per  cent  above  the  average 
for  the  year  1913. 

It  will  be  observed  from  the  data  placed  in  detail  before  the  board 
that  for  all  classes  of  employes  on  the  eastern  railroads  (the  pay- 
rolls of  which  are  approximately  45  per  cent  of  the  entire  country  for 
the  classes  affected)  the  saving  effected  as  a  result  of  the  reduction  in 
rates  of  pay  heretofore  ordered  by  the  Railroad  Labor  Board  amounted, 
in  the  aggregate,  to  11.2  per  cent,  or  $6,923,015.72  a  month;  and  that  the 
saving  effected  by  the  changes  in  rules  and  working;  conditions  here- 
tofore promulgated  by  the  Labor  Board  amounted,  in  the  aggregate, 
to  1.2  per  cent,  or  $748,333.87  a  month. 

In  other  words,  the  total  saving  effected  on  the  eastern  railroads 
as  the  result  of  the  wage  reduction  heretofore  ordered  by  this  board, 
plus  the  saving  effected  on  those  roads  as  a  result  of  the  modification 
of  rules  and  working  conditions  ordered  by  the  Labor  Board 
amounted,  in  the  aggregate,  to  not  more  than  12.4  per  cent,  or  $7,671,- 
349.59  a  month. 

I  shall  submit  an  exhibit  showing  the  result  of  an  investigation  on 
the  eastern  railroads  of  comparative  wage  schedules  as  paid  in  out- 
side industries  and  paid  by  the  railroads  for  comparable  labor  in 
more  than  3,700  plants  and  988  communities  in  eastern  territory. 

For  ordinary  unskilled  labor  comparable  to  railroad  labor  in  shops, 
roundhouses,  etc.,  this  exhibit  shows  that  of  36,865  such  employes  in 
outside  industries,  only  575  received  rates  of  pay  equaling  or  exceed- 
ing the  prevailing  rate  of  41  cents  an  hour  paid  by  the  railroads,  but 
the  average  rate  for  these  outside  industries  was  30  cents  an  hour. 

For  car  repairmen,  comparable  with  rough  painters,  scourers, 
primers,  etc.,  of  which  there  were  11,292  employed  in  the  outside  in- 
dustries above  referred  to,  only  143  received  rates  of  pay  equaling  or 
exceeding  the  railroad  rate  of  72  cents  an  hour,  but  the  average  for 
such  labor  was  48.8  cents  an  hour. 

For  machinists,  of  whom  there  were  42,159  in  the  outside  industries 
studied,  only  650  received  rates  equaling  or  exceeding  the  railroad  rate 
of  77  cents  an  hour,  but  the  average  rate  paid  in  the  outside  indus- 
tries was  56  cents  an  hour. 

Of  the  2,340  boiler  makers  engaged  in  outside  industries  investi- 
gated, only  40  received  as  high  or  higher  rates  per  hour  than  the 
railroad  rate  of  77  cents,  but  the  average  pay  in  the  outside  industries 
was  56.5  cents  an  hour. 

For  the  highest  grade  of  passenger  car  men,  of  whom  7,458  were 
employed  in  the  outside  industries  investigated,  only  472  received 
rates  equaling  the  rate  paid  by  the  railroads  of  77  cents  an  hour,  but 
the  average  in  the  outside  industries  was  57.6  cents  an  hour. 

For  men  performing  work  comparable  with  wood  workers,  planer 
operators,  etc.,  of  which  1,666  were  employed  in  the  outside  industries 
investigated,  only  18  received  rates  of  pay  equaling  or  exceeding  the 
railroad  rate  of  72  cents,  but  the  average  rate  of  pay  in  the  outside 
industries  was  57  cents  an  hour. 

The  interests  of  the  employes  are  not  opposed  to  the  interests  of 
the  railroads  I  represent.  The  prosperity  of  these  workers  is  inter- 
woven with  and  dependent  upon  the  success  of  the  railroad  business 
itself.  So  long  as  wages  must  be  maintained  upon  a  war  time  level 
the  railroads  will  be  prevented  from  adjusting  their  conditions  to  the 
peace  time  bases,  and  if  their  Income  is  to  be  absorbed  by  such  war 
time  scales  of  pay,  it  necessarily  follows  that  corresponding  reductions 
must  be  made  in  the  working  forces. 

We  submit  that  it  is  to  the  greater  interest  of  the  railroad  em- 
ployes and  the  public  in  general  that  the  employes  be  placed  upon  a 
basis  which  will  permit  of  working  the  maximum  forces,  so  providing 
employment  for  the  greater  numbers,  increasing  the  consuming  public 
and  in  that  way  contributing  to  the  general  revival  of  business. 

The  extent  to  which  the  readjustment  in  .other  fields  has  already 
progressed  is  strikingly  illustrated  by  the  deflation  which  has  thus  far 
taken  place  in  the  wholesale  prices  of  commodities. 

The  presentation  of  the  southeastern  carriers  at  the  wage 
hearing,  March  10,  did  not  differ  materially  from  those  of  the 
eastern  and  western  railroads.  It  encompassed,  as  they  did, 
statistics  as  to  wages  in  outside  analagous  industries,  some  data 
as  to  the  cost  of  living,  and  a  considerable  mass  of  informa- 
tion as  to  the  financial  condition  of  the  southeastern  roads.  A 
number  of  these  made  individual  presentations,  but  the  general 
testimony  was  put  in  by  W.  A.  Northcutt,  general  attorney  for 
the  Louisville  &  Nashville. 

After  Mr.  Northcutt  had  completed  his  testimony,  adjourn- 
ment was  taken  until  March  13,  at  which  time,  it  was  announced, 
the  shop  crafts  would  be  required  to  put  in  their  testimony.  This 


announcement  evoked  a  storm  of  protest  from  representatives  of 
the  American  Federation  of  Labor,  in  the  railway  employes  d 
partment  of  which  the  shop  crafts  are  consolidated.    '  How  cam 
we,"  said  B.  M.  Jewell,  "be  expected  to  analyze  in  two  days  f 
ures  and  exhibits  that,  according  to  the  railroad's  own  witnesses, 
took  more   than  a  year   to   compile?"     Vice-Chairman   Hooper 
called  attention  to  the  fact,  however,  that  the  board  was  only 
following  its  regular  course  in  requiring  the  shop  crafts  to  put  in 
testimony  immediately. 

In  part,  Mr.  Northcutt  said: 

Referring  for  a  moment  to  revenues,  expenses  and  net  operating 
income  of  carriers  in  the  Interstate  Commerce  Commission  »  sc-utneri] 
group,  we  find  that  in  the  year  1921  those  carriers  failed  by  $75,000,001 
to  earn  a  reasonable  return  upon  the  value  of  their  property  devoted 
to  public  service.  The  return  was  only  2.6  per  cent  upon  the  value  of 
their  property,  which  Mr.  Hoover,  in  his  testimony  before  the  Inter- 
state Commerce  Commission,  expressly  commented  upon,  saying  that 
"in  tnirvcying  the  situation  by  districts  we  find  that  the  whole  of  Class  1 
southern  roads  barely  earned  enough  money  to  cover  the  interest  on 
their  bonds,"  and  this,  he  says,  "in  spite  of  the  fact  that  maintenance 
of  the  property  had  been  held  during  that  period  to  a  low  level. 

Now  let  us  look  to  some  of  the  causes  for  the  deptorable  condition 
just  presented,  and  to  do  this  I  have  compared  1921  with  1915.  Nine- 
teen sixteen  was  a  year  of  good  business,  handled  in  the  mam  under 
reasonably  normal  conditions,  and  while,  of  course,  affected  to  some 
extent  by  the  war  conditions,  not  so  much  so  as  subsequent  years 
In  a  general  way,  as  to  most  lines  in  our  territory,  the  traffic  in  1921 
was  slightly  in  excess  of  1916,  and  it  of  course  moved  on  a  substan- 
tially higher  level  of  freight  and  passenger  rates— in  the  south  ap- 
proximately 60  per  cent  higher  in  1921  over  1916. 

Usiiig  round  figures,  L.  &  N.  revenues  increased  from  $65,000,000  to 
$117  000,000,  or  about  77  per  cent,  and  the  labor  payroll  increased  from 
$24,400,000  to  $63,400,000,  or  160  per  cent.  In  1916  it  took  37.6  cents  of 
each  dollar  revenue  to  pay  the  labor  payroll;  in  1921  it  took  54.1  cents 
of  each  dollar  of  revenue  to  pay  the  labor  payroll. 

The  increase  to  which  I  have  called  attention  is  to  my  mind 
appalling.  Without  undertaking  right  here  to  parallel  these  wage 
increases  with  increases  in  the  cost  of  living  as  shown  by  the  avail- 
able statistics,  it  is  obvious  to  any  one  that  the  present  rates  are  not 
justified  on  that  ground,  or  by  comparison  with  wages  paid  by  out- 
side industry. 

A  word  as  to  wage  deflation.  The  most  important  industries  in 
our  territory  are  agriculture,  coal,  lumber,  iron  and  steel. 

As  to  the  first  the  United  States  Department  of  Agriculture  has 
this  to  say:  "Farm  wage  rates  in  the  United  States  dropped  approxi- 
mately 37  per  cent  during  the  calendar  year  1921.  '  The  small- 
est decline  with  respect  to  method  of  hiring,  33  per  cent,  was  for  labor 
hired  by  the  month  without  board,  and  the  largest  decline.  40  per  cent, 
was  for  day  labor  with  board  outside  of  harvest  time.  With  respect 
to  geographic  divisions  the  largest  decline  was  in  the  south  and  in  the 
north  central  states  west  of  the  Mississippi  River." 

LABOR   BOARD-PENNSY  ARGUMENT 

Argument  on  the  motion  of  the  Labor  Board  to  dismiss  the 
application  of  the  Pennsylvania  to  have  its  temporary  injunction 
against  the  board  made  permanent,  which  was  scheduled  to  take 
place  March  8,  was  placed  on  the  calendar  of  United  States  Dis- 
trict Judge  Page,  owing  to  the  resignation  of  Judge  Landis.  Judge 
Page  indicated  that  he  would  set  the  argument  for  some  con- 
venient date  as  soon  as  possible  after  the  present  wage  reduction 
hearings. 

CAR  SURPLUS  AND  SHORTAGE 

The  number  of  surplus  freight  cars  in  good  order  in  the 
period  February  23-28  was  245,100  as  compared  with  264,814  in 
the  period  February  15-23,  according  to  the  weekly  report  of  the 
car  service  division  of  the  American  Railway  Association.  The 
average  daily  shortage  was  599  cars  as  compared  with  517  in 
the  preceding  period. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: box,  87,892;  ventilated  box,  4,710;  auto  and  furniture, 
2759;  total  box,  95,361;  flat,  13,103;  gondola,  76,792;  hopper, 
20,842;  all  coal,  97,634;  coke,  3,544;  S.  D.  stock,  18,218;  D.  D. 
stock,  1,737;  refrigerator,  6,829;  tank,  572;  miscellaneous,  8,102. 

The  shortage  was  made  up  of  373  box,  49  flat,  32  gondola,  68 
hopper,  4  S.  D.  stock,  70  refrigerator  and  3  miscellaneous. 

The  number  of  freight  cars  idle  because  of  business  condi- 
tions totaled  437,678  on  February  23  compared  with  449,819  on 
February  15,  a  reduction  of  12,141,  according  to  reports  received 
from  the  railroads  of  the  country  by  the  car  service  division  of 
the  American  Railway  Association. 

Comparisons  shows  that  of  the  total  264,814  were  surplus 
freight  cars  in  good  repair  and  ready  for  immediate  service  if 
traffic  demands  warranted,  which  was  a  reduction  of  13,667  com- 
pared with  the  number  of  such  cars  at  the  middle  of  the  month. 
The  remaining  172,864  were  cars  in  need  of  repairs  over  and 
above  the  number  normally  regarded  as  being  unfit  because  of 
physical  condition  for  use  until  repairs  had  been  made. 

Surplus  box  cars  in  good  order  numbered  105,938,  a  decrease 
of  6,616  since  February  15  while  surplus  coal  cars  in  good 
repair  totaled  105,570,  a  decrease  of  6,480  within  the  same  period. 
Surplus  coke  cars  showed  a  decrease  of  104  within  approxi- 
mately a  week  while  a  decrease  of  449  was  reported  for  stock 
cars  within  the  same  time  which  brought  the  total  down  to 
20,732. 

Of  the  2,282,136  freight  cars  on  line  on  February  15,  reports 
showed  332,614  or  14.5  per  cent  in  bad  order  compared  with 
331,050  or  14.5  per  cent  on  February  1.  Allowing  seven  per 
cent  of  the  cars  on  line  as  being  normally  in  need  of  repairs 
would  leave  172,864  as  the  number  in  excess  of  that  amount 
which  are  idle  and  out  of  repair. 
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Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

I.DUCMI  taken  from  Reporter*  and   Dignti  of  National   Reporter 
Syttem.  Publnhrd  by  We«t  Publuhinu  Co  .  St.  Paul.  Minn. 
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Amended  Complaint  Held  Not  to  State  New  Cause  of  Action: 
(District  Court  of  Appeal,  Third  District,  California.)  An 
amended  complaint  alleging  that  a  contract  was  executed  by  L... 
doing  business  under  the  name  of  L.  Company,  in  his  own 
behalf,  did  not  state  a  new  or  different  cause  of  action  than 
the  original  complaint,  which  alleged  that  the  contract  was 
executed  by  L..  as  president,  on  behalf  of  the  L.  Company,  a 
corporation,  so  as  to  be  barred  by  limitations;  it  appearing  that 
the  corporation  had  at  the  time  of  the  contract  forfeited  its 
charter,  and  that  U  was  the  sole  stockholder. — Alexson  vs. 
Steward  et  al.  203  P.  Rep.  423. 

Person  Transporting  Granite  Held  Liable  for  All  Damage  and 
Work  of  Shipper  in  Repairing  Damage: 
Owner  of  barge  contracting  to  transport  and  "to  secure 
granite  well  on  barge,  so  as  to  avoid  damage  In  transit,  and 
shall  be  responsible  for  any  and  all  damage  done  person  or 
property  by  reason  of  the  prosecution  of  his  work."  was  just 
as  liable  as  a  common  carrier,  if  not  a  common  carrier,  for 
Injury  to  the  granite  by  sinking  of  the  barge,  and  there  was 
a  sufficient  consideration  for  employment  of  the  shipper  to 
raise  the  granite,  as  would  be  the  case  with  a  common  carrier, 
under  Civ.  Code,  sec.  2194.— Ibid. 

Contract  with   Corporation   Whose  Charter  Was  Forfeited   Held 
Not    Void: 

Contract  with  a  corporation  which  had  forfeited  its  charter 
for  non  payment  of  Its  license  tax,  held  not  void,  where  executed 
by  one  who  had  been  Its  president  and  owned  all  of  the  stock 
and  was  conducting  the  business  under  the  old  corporate  name, 
where  no  prejudice  resulted  from  the  fact  that  the  president, 
rather  than  the  corporation  named,  was  the  real  party  In  in- 
terest.—Ibid. 

Sinking  of   Loaded   Barge   at   Dock   Held   Due  to  Want  of  Atten- 
tion  by   Master: 

(Circuit  Conn  of  Appeals.  First  Circuit)  Findings  of  the 
trial  court  that  the  sinking  of  a  barge  at  a  dock,  some  hours 
after  she  bad  been  loaded  with  coal,  was  due  to  the  failure 
of  her  master  to  remain  on  board  and  give  attention  to  her 
pump,  and  that  the  company  loading  her  was  not  responsible 
therefor,  because  the  loading  was  properly  done  In  accordance 
with  the  directions  of  the  master,  held  sustained  by  evidence.— 
Boston  Towboat  Co.  vs.  Harrow-Mann  Co..  Adams  et  al.  vs. 
same,  276  Fed.  Rep.  778. 

Owner  Held  Barred  by  Privity  from  Right  to  Limitation  of  Lia- 
bility  for  Sinking  of   Unattended   Barge: 
A  finding  that  the  owner  of  a  barge,  which  sank  at  a  dock 
because  her  master  left  her  unattended  at  night  after  loading 
with  coal,  was  not  entitled    to    limitation    of    liability    on    the 
ground  that  It  had  knowledge  of  a  custom  of  its  masters  to  so 
leave   their  vessels,  though  contrary  to  Instructions,  held  sup 
j>orted  by   the  evidence. — Ibid. 

Pnv.ty   or   Knowledge  of   Assistant   Manager  of  Towboat  Com- 
pany Held  that  of  the  Company: 

Privity  or  knowledge  of  the  assistant  manager  of  a  tow- 
boat  company,  who,  though  not  an  officer  of  the  company,  bad 
the  charge  and  management  of  its  boats,  of  a  custom  of  It* 
barge  masters  to  leave  them  unattended  at  night,  while  lying 
loaded  In  docks,  held  the  privlfy  or  knowledge  of  the  company. 

li 
Facts  Held  Not  to  Relieve  Party  from   Performance: 

(Circuit  Court  of  Appeals,  First  Circuit.)     Under  a  contract 
for  the  transportation  from  San  Juan  to  New  York  of  plaintiff'* 
output  of  sugar  for  a  term  of  five  years,  at  an  agreed  freight. 
by  defendant,  by  Its  own  steamers  or  by  steamers  chartered  by 
it.  defendant  held   not   relieved   from  performance  by  the  fact 
alone  that  Its  own  steamers  were  requisitioned  by  the  govern- 
r    for   war    purposes. — Socle1!*    Anonynie    De»    Sucreries    de 
Saint  Jean  vs.  Bull  Insular  Line.  Inc.,  276  F.  Rep.  783. 
Contract    Held    Not    Frustrated   by   Temporary    Inability   to   Per- 
form: 

A  contract  made  In  1916  by  defendant  to  carry  plaintiff's 
output  of  sugar  from  Porto  Rico  to  New  York  for  a  term  of 
flve  years.  beginning  in  1917.  provided  that,  "if  by  reasons  of 
force  majeure  either  of  the  parties  are  unable  to  carry  out  thin 
agreement  In  whole  or  in  part,  such  Inability  by  either  party 
will  not  subject  i«urh  party  to  any  claims  for  damages,  nor  will 
,  such  Inability  void  this  agreement  In  1SI7  defendant's  vessels 
were  requisitioned  hy  the  government  for  war  purposes  and 
were  held  for  about  two  years,  when  they  were  returned  Held. 
tftal  such  temporary  Inability  to  perform  did  not  terminate  the 
contract  nor  relieve  defendant  from  the  obligation  to  perform 
It  during  the  remainder  of  the  term.-  Ibid. 


Measure  of  Damages  for  Breach  of  Contract  Stated: 

(District  Court,  D..  Maryland.)  LJbelant,  an  exporter  of 
grain,  contracted  with  respondent  for  cargo  space  on  a  desig- 
nated steamship  for  5,000  bushels  of  wheat  from  Baltimore  to 
Hamburg,  but  before  doing  so,  in  accordance  with  the  custom 
of  the  trade,  contracted  for  the  sale  of  the  grain  in  Hamburg 
to  arrive  by  such  steamship.  Respondent  desired  to  substitute 
another  vessel,  but  the  Hamburg  buyer  refused  to  consent,  ex- 
cept at  a  stated  reduction  in  the  price  of  the  grain,  and,  as 
respondent  would  not  agree  to  stand  the  loss  and  refused  to 
accept  the  shipment  on  the  vessel  named,  Hbelant  sold  the  grain 
in  Baltimore  and  brought  suit  for  breach  of  the  contract  Held, 
that  its  damages  recoverable  were  limited  to  the  amount  it 
would  have  lost  if  it  had  shipped  by  the  other  vessel  and  ac- 
cepted the  reduced  price. — The  Manhattan,  276  Federal  Rep.  823. 
Contract  to  Carry  Grain  to  Foreign  Port  Construed  with  Ref- 
erence to  Known  Custom  of  the  Trade: 
Where  a  shipowner,  contracting  to  carry  a  cargo  of  grain 
to  a  foreign  port,  had  knowledge  of  the  custom  of  shippers  of 
grain  to  contract  in  advance  for  sale  of  the  cargo  to  arrive,  it 
contracts  with  reference  thereto,  and  on  breach  of  its  contract 
to  carry  is  liable  for  the  resulting  loss  to  the  shipper,  arising 
from  his  failure  to  deliver  under  his  contract  of  sale. — Ibid. 


Loss  and  Damage  Decisions 

•   Cases  Recently  Decided  by  State  and  Federal  Courts 

nta  taken  from  Reporter!  and  Digests  of  National  Reporter 
Syttem,  published  by  West  Publiihing  Co..  St    Paul.  Minn 
Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO   GOODS 
Refusal   of   Carrier  to    Deliver   to   Consignee    Except   on    Signing 

Certain    Receipt    Held   Conversion: 

< Supreme  Court  of  Nebraska.)  An  electric  motor  was  de- 
livered to  a  carrier  for  shipment  and  a  bill  of  lading  issued  by 
the  carrier  acknowledging  that  it  was  received  in  good  condi- 
tion. Wben  It  reached  Its  destination  It  was  found  to  be  dam- 
aged. Whether  the  damage  occurred  before  or  after  the  carrier 
received  the  motor  was  in  dispute.  The  consignee  demanded 
the  motor  and  offered  to  receipt  for  it,  but  the  carrier  declined 
to  deliver  It  to  consignee  unless  the  latter  would  sign  a  receipt 
with  a  notation  thereon  that  It  was /turned  over  to  consignee 
In  good  condition  except  "old  break."  Consignee  refused  to  sign 
such  receipt.  Held,  that  the  refusal  of  the  carrier  to  deliver 
the  motor  to  consignee  unless  he  would  sign  a  receipt  worded  as 
above  was  unreasonable  and  constituted  a  conversion  of  the 
motor— Fred  F.  Shields  Co.  vs.  Chicago  &  N.  W.  Ry.  Co..  186 
N.  W.  Rep.  IS2. 

TELEGRAPHS  AND  TELEPHONES 

Notice  of  Non-delivery  Not  "Presentation  of  Claim"  Within  Con- 
tract  Provision: 

(Kansas  City  Court  of  Appeals,  Missouri.)  Under  a  contract 
provision,  requiring  claim  for  damages  or  statutory  penalty  pro- 
vided by  Rev.  St.  1919.  sec.  10136,  to  be  presented  in  writing 
within  60  days  after  telegram  was  filed  for  transmission,  a  mere 
notice  of  failure  to  deliver  the  telegram  is  insufficient,  a  "pres- 
entation" of  a  "claim"  based  thereon  being  necessary. — Davis 
vs.  Western  Union  Telegraph  Co.,  236  S.  W.  Rep.  407. 
Presentation  of  Claim  for  Non-delivery  May  Be  Waived: 

Contract  provision  that  telegram  company  will  not  be  liable 
for  damages  or  penalty  provided  by  Rev.  St.  1919,  sec.  10136.  for 
failure  to  deliver  a  prepaid  telegram  unless  a  claim  is  presented 
wlUiln  60  days,  may  be  waived,  and  Is  waived  where  the  tele- 
•tfMph  company  undertakes  to  settle  upon  mere  notice  of  non- 
delivery, the  object  and  purpose  of  such  provision  being  that 
the  company  may  have  notice  of  claim  and  Intelligently  settle 
or  prepare  Its  defense  while  the  facts  are  known  and  the  evi- 
dence of  them  Is  obtainable,  notwithstanding  public  service  com- 
mission act.  providing  for  just  and  reasonable  charges  on  the 
part  of  public  utilities  and  forbidding  unjust  discrimination 
therein.— Ibid. 

Instruction  as  to  Sufficiency  of  Notice  of  Non-delivery  of  Tele- 
gram Held  Erroneous  as  Submitting  Legal  Question: 
In  an  action  to  recover  the  penalty  provided  by  Rev.  St.  1919, 
sec.  10136.  for  failure  to  deliver  a  prepaid  telegram  under  an 
agreement  with  the  defendant  providing  for  presentation  of 
claim  In  writing  within  60  days,  court  erred  in  charging  the 
Jury  that  If  they  found  defendant  was  "duly  notified"  of  plain- 
tiff's demand  within  60  days,  and  If  they  found  "demand  was 
made  for  damages  for  such  failure,"  then,  they  should  find  for 
plaintiff,  mere  "notice"  being  insufficient  compliance  with  the 
contract  provision,  and  submission  of  question  as  to  whether 
notice  given  was  sufficient  compliance  with  the  stipulation  In 
the  contract — Ibid. 

Instruction  as  to  Waiver  of  Notice  Held  Erroneous  as  Submitting 
Legal  Question: 
In  an  action  to  recover  penalty   provided  by  Rev.  St.  1919. 
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sec.  10136,  for  failure  to  deliver  prepaid  telegram,  under  a  con- 
tract requiring  claim  for  damages  or  statutory  penalty  to  be 
presented  in  writing  within  60  days,  an  instruction  that  it  was 
necessary  that  defendant  should  have  its  attention  called  to  the 
failure  or  refusal  to  deliver  the  telegram  by  notice  in  writing, 
within  60  days,  and  that  in  order  for  plaintiff  to  recover  he 
must  show  service  of  such  notice  within  that  time,  unless  the 
jury  further  found  that  defendant  had  waived  service  of  such 
notice,  and  had  acknowledged  actual  notice  of  plaintiff's  demand, 
was  erroneous,  in  that  it  would  be  understood  by  the  jury  to 
mean  that  mere  "notice"  would  be  sufficient,  and  in  it  submitted 
question  whether  defendant  "has  waived"  the  presentation  of 
a  written  claim  within  60  days,  instead  of  setting  out  the  facts 
on  which  waiver  was  predicated,  and  telling  the  jury  if  they 
found  those  facts  that  the  presentation  of  the  claim  was  waived. 
—Ibid. 

CARRIAGE   OF    LIVE    STOCK 

Provision   of  Published  Tariffs  as  to   Notation   on   Contract  and 

Waybills  Is  Part  of  Contract: 

(Supreme  Court  of  Montana.)  A  carrier's  published  tariffs, 
filed  with  and  approved  by  the  Interstate  Commerce  Commis- 
sion, and  requiring  a  notation  on  the  contract  of  shipment  and 
the  waybills  of  points  at  which  live  stock  were  to  be  fed  and 
watered,  form  a  part  of  the  contract  of  shipment  of  which  the 
shipper  and  carrier  are  bound  to  take  notice,  and  which  are 
conclusive  on  the  shipper,  as  well  as  the  carrier,  whether  he 
has  actual  knowledge  of  them  or  not. — Cook  et  al.  vs.  Northern 
Pac.  Ry.  Co.,  203  P.  Rep.  512. 
Notation  on  Contract  and  Waybills  as  to  Places  for  Feeding  and 

Watering    Live   Stock    Binding   on    Parties: 

Where,  as  required  ^by  a  carrier's  published  tariffs,  notations 
were  made  on  contracts  of  shipment  and  the  waybills  as  to  the 
places  at  which  live  stock  were  to  be  fed  and  watered,  such 
notations  became  binding  on  both  parties  as  though  incorporated 
in  the  contracts  as  formal  stipulations. — Ibid. 
Oral  Directions  as  to  Points  for  Feeding  and  Watering  Live 

Stock    Merged   in    Shipping   Contract  and    Not   Provable:  . 

Under  Rev.  Codes,  sec.  5018,  providing  that  a  contract  in 
writing  supersedes  oral  negotiations  or  stipulations,  and  section 
7873,  prohibiting  evidence  of  the  terms  of  an  agreement  other 
than  the  contents  of  the  writing,  except  where  there  is  an 
issue  as  to  a  mistake  or  imperfection,  etc.,  oral  negotiations 
and  directions  as  to  the  points  at  which  live  stock  should  be 
stopped  for  resting  and  feeding  were  presumed  merged  in  the 
contract  of  shipment,  where  it  and  the  waybills  bore  notations 
stating  the  points  at  which  stops  were  to  be  made,  and  evidence 
of  directions  to  make  other  stops  was  incompetent. — Ibid. 
Parol  Evidence  Not  Admissible  to  Varying  Shipping  Contract 

Because  Shipper  Did   Not   Read   It: 

Under  Rev.  Codes,  Sec.  5340,  relative  to  the  effect  of  a 
consignor's  acceptance  of  the  written  contract  of  carriage,  etc., 
a  shipper,  accepting  a  contract  of  shipment  on  which  was  noted 
the  points  at  which  stops  were  to  be  made  for  resting  and  feed- 
ing live  stock,  was  presumed  to  have  done  so  with  knowl- 
edge of  its  contents,  and  could  not  assert  ignorance  thereof  as 
a  reason  for  resorting  to  parol  evidence  of  prior  negotiations 
or  agreements  to  vary  or  alter  its  contents. — Ibid. 
Parol  Evidence  of  Custom  Inadmissible  to  Vary  Shipping 

Contract: 

Under  Rev.  Codes.  Sec.  5028,  requiring  the  intention  of  the 
parties  to  a  written  contract  to  be  ascertained  from  the  writing, 
section  7877,  relative  to  the  consideration  of  the  circumstances 
under  which  an  instrument  was  made,  and  section  7887,  relative 
to  proof  of  usage,  where  contracts  of  shipment  were  clear  and 
explicit  in  their  terms  as  to  the  places  at  which  stops  were 
to  be  made  for  resting  and  feeding  live  stock,  proof  of  a  cus- 
tom to  make  a  stop  at  a  different  point  was  inadmissible. — Ibid. 
"Identification"  of  Attendant  of  Lambs  Shipped  as  Shipper's 

Authorized    Agent     Held     Insufficient     to     Show    Ostensible 

Authority  to   Modify   Contract   as  to   Point  of  Stopping: 

In  action  against  carrier  for  damages  from  failing  to  un- 
load shipment  of  lambs  at  an  intermediate  point  for  feeding,  as 
stipulated  by  notation  upon  face  of  shipping  contract,  which 
contract  provided  for  the  shippers'  furnishing  an  attendant  to 
care  for  the  lambs  on  the  way,  held  that  such  an  attendant, 
even  though  he  had  the  shipping  contract  in  his  possession, 
had  no  ostensible  authority  to  change  such  contract  by  elimi- 
nating the  provision  as  to  unloading  at  intermediate  point,  and 
that  the  statement  of  such  attendant  that  he  was  the  person 
in  charge  was  not  such  "identification"  of  him  as  the  shipper's 
authorized  agent  as  was  required  by  the  published  tariffs,  pro- 
viding that,  "The  points  at  which  animals  are  to  be  stopped 
*  *  *  cannot  be  changed  except  upon  written  instructions 
of  the  owner  or  his  authorized  agent,  the  question  of  owner- 
ship or  agency  to  be  determined  upon  proper  identification. "- 
Ibid. 

Causes  of  Delay  in  Transportation  of  Live  Stock  Not  Excus- 
able   Enumerated: 

(Supreme  Court  of  Kansas.)  The  statute  requiring  car- 
riers to  transport  live  stock  without  delay  and  at  a  rate  of 
speed  averaging  15  miles  per  hour,  unless  prevented  by 


unavoidable  accident,  and  subject  to  certain  exceptions,  inter- 
preted, and  held,  delays  from  the  following  causes  are  not 
excusable:  Allowing  trains  to  pass;  track  blocked  by  trains; 
waiting  for  block;  taking  water  and  coal;  inspecting  train; 
lunch  for  train  crew;  waiting  for  engine;  cutting  out  helper; 
hot  box;  sparks  from  brake  shoe;  loading  stock  for  other 
shippers. — Anderson  vs.  Hines,  Director-General  of  Railroads, 
203  P.  Rep.  726. 

TEXAS  CASE  DISMISSED 

The  Traffic  World   Washington  Bureau 

The  Supreme  Court  of  the  United  States,  March  6,  dismissed, 
for  want  of  jurisdiction,  No.  24,  on  the  original  docket,  the  State 
of  Texas,  Complainant,  vs.  The  Interstate  Commerce  Commis- 
sion et  al.  Thereby  it  practically  disposed  of  the  fight  the  Texas 
government  is  making  to  have  the  court  set  aside  the  orders  of 
the  Commission  which  brought  into  effect  in  that  state  the 
freight  rates  and  passenger  fares  prescribed  by  the  federal  body 
in  Ex  Parte  74. 

Texas  elected  to  attack  the  constitutionality  of  the  trans- 
portation law  by  acting  as  a  sovereign  aggrieved  by  an  inva- 
sion of  her  rights  by  the  act  of  Congress.  It  attacked  the  orders 
of  the  Commission  and  the  decisions  of  the  Railroad  Labor 
Board,  without,  however,  making  the  railroad  companies  con- 
forming with  the  orders  of  the  Commission,  or  their  employes, 
parties  to  the  case,  or  without  following  the  direction  of  the 
statute  setting  forth  the  manner  in  which  one  desiring  to  have 
an  order  of  the  Commission  set  aside  shall  proceed. 

The  court,  in  an  opinion  delivered  by  Associate  Justice  Van 
Devanter,  called  attention  to  the  unusual  length  of  the  bill 
(sixty -five  printed  pages),  in  which,  he  pointed  out,  the  state 
minutely  set  forth  the  things  to  which  it  objected  without,  how- 
ever, bringing  in  the  parties  most  in  interest,  but  merely  con- 
tending that  Congress  invaded  a  field  reserved  for  the  state  and 
that,  therefore,  the  legislation  was  unconstitutional. 

"Obviously  this  part  of  the  bill  does  not  present  a  case  or 
controversy  within  the  range  of  the  judicial  power  as  defined  by 
the  constitution,"  said  the  court.  "It  is  only  where  rights,  in 
themselves  appropriate  objects  of  judicial  cognizance,  are  being 
or  about  to  be  affected  prejudicially,  by  the  enforcement  or  appli- 
cation of  a  statute,  that  its  validity  may  be  called  in  question  by 
a  suitor  and  determined  by  an  exertion  of  the  judicial  power." 

The  court  pointed  out  that,  even  if  all  the  things  averred 
were  so,  it  could  not  proceed  with  the  case  because  the  parties 
most  interested  had  not  been  made  parties  to  the  bill.  It  said 
that  if  the  state  had  a  right  to  sue  to  annul  the  orders  of  the 
Commission  and  the  board,  a  familiar  rule  required  that  it 
should  proceed  with  due  regard  for  the  rights  of  the  carriers  that 
had  put  the  orders  into  effect  and  are  conforming  to  them.  It 
said  that  on  the  question  whether  the  orders  were  invalid  and 
should  be  annulled,  or  valid  and  should  be  upheld,  the  carriers 
were  entitled  to  be  heard  because  their  interests  were  directly 
involved  and  would  be  affected  by  the  outcome.  The  court  said 
they  were  not  parties  and  that  the  bill  itself  made  it  clear  that, 
by  reason  of  their  Texas  citizenship,  not  more  than  one  of  the 
railroad  companies  could  have  been  made  a  party  to  the  suit. 

That  fact,  alone,  the  court  said,  would  preclude  it  from 
awarding  any  relief  on  that  part  of  the  bill.  It  also  pointed  out 
that  the  way  to  attack  an  order  of  the  Commission  was  to  go 
into  the  district  federal  court. 

"What  has  been  said  suffices  to  show  that  we  are  not  at 
liberty  to  entertain  the  bill  in  the  exercise  of  our  limited  origi- 
nal jurisdiction."  said  the  court. 

As  a  final  bow  out  of  the  court  room,  and  a  hint,  it  is  be- 
lieved, that  the  whole  question  about  the  constitutionality  of 
the  rate-making  part  of  the  transportation  act  had  been  settled, 
the  court  said: 

"In  passing,  it  should  be  observed  that  some  of  the  provi- 
sions of  the  transportation  act,  assailed  by  the  bil],  have  re- 
cently been  upheld  in  other  cases  brought  before  us  in  regular 
course  on  appeal  from  decrees  in  the  District  Courts.  Railroad 
Commission  of  Wisconsin  vs.  Chicago,  Burlington  &  Quincy, 
ante.  p.  — ;  New  York  vs.  United  States,  ante,  u.  — ." 

They  are  the  cases  decided  just  a  week  before  and  pub- 
lished in  the  Traffic  World  of  March  4. 

In  effect,  the  decision  was  that  the  Texas  authorities  had 
not  gone  about  what  they  desired  to  accomplish  in  the  right 
way  and  that,  if  they  had,  the  decision  would  have  been  the 
same  as  in  the  Wisconsin  and  New  York  cases,  disposed  of  the 
week  before. 


RATE  ON  IMPORTED  SHEEPSKINS 

The   Traffic    World   Washington  Bureau 

In  Docket  No.  11510,  Tanners  Council  of  the  United  States 
against  the  Director-General,  the  Commission  holds  unreason- 
able the  rate  charged  on  imported  sheepskins  from  the  Pacific 
ports  to  the  Atlantic  seaboard  destinations  between  June  25, 
1918,  and  February  14,  1919,  to  the  extent  that  it  exceeded  the 
domestic  commodity  rate  of  $1.25  on  green  sheep  slats,  minimum 
36,000. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


REPEAL  THE  LA  FOLLETTE  ACT 

Editor  The  Traffic  World: 

\\  •  were  much  impressed  with  the  views  of  the  National 
Lumber  &  Manufacturing  Company  of  Hoquiam.  Wash.,  in  their 
letter  March  4  in  the  Open  Forum,  and  particularly  those  in 
reference  to  our  shipping. 

In  present-day  discussion  of  the  future  of  our  merchant 
marine  we  have  been  watching  for  someone  to  touch  on  what 
we  consider  the  key  to  the  whole  situation.  The  National  Lum- 
ber &  Manufacturing  Company  has  told  ns  that  we  can  never 
have  a  successful  merchant  marine  until  the  La  Follette  act  Is 
repealed. 

In  our  humble  opinion  this  act  was  to  our  budding  mer- 
chant marine  what  the  Adamson  law  was  to  the  railroads,  only 
much  more  deadly.  Both  were  acts  of  political  expediency 
aimed  to  win  the  vote,  in  one  Instance  of  the  Seaman's  Union, 
and  In  the  other  a  simple  hold-up. 

We  are  at  a  loss  to  understand  why  it  is  that  in  all  these 
brilliant  schemes  for  fostering  a  merchant  marine  no  serious 
thought  seems  to  be  given  to  the  repeal  of  the  La  Follette  act 
as  a  quick  method  of  untying  the  Gordian  knot.  Perhaps  it  Is 
as  stated  by  our  western  correspondent — no  one  has  the  nerve. 

But  picture  the  results!  Repeal  the  La  Follette  act  and 
sell  all  shipping  vessels  to  private  organizations,  and  see  how 
quickly  our  merchant  marine  would  take  care  of  Itself.  \v. 
believe  our  opinion  will  be  concurred  in  by  all  old-time  ship 
operators  who  know  the  game. 

\V.  recently  exported  a  large  tonnage  of  machinery  from 
Boston  to  the  Orient,  and  It  did  not  leave  In  American  bottoms. 
It  left  In  ships  of  foreign  registry,  because  no  American  ship- 
owner could  possibly  meet  the  rates  and  show  a  profit  while 
operating  a-la-La  Follette.  Give  our  merchantmen  a  fighting 
chance  to  operate  their  ships,  unhampered  by  restrictive  legis- 
lation, and  you  will  once  again  see  our  flag  on  the  Seven  Seas, 
nor  will  we  need  any  subsidy  to  keep  It  there. 

Surely  politics  and  transportation  make  a  poor  mixture, 
whether  the  transportation  be  by  land  or  by  sea.  An  Infant 
democracy,  still  playing  with  the  toy  of  legislation,  may  some- 
day wake  up  and  realize  that  more  seasoned  nations  are  handling 
their  legislative  toys  with  more  skill  and  less  childishness. 

Boy,  page  Capy  Ricks;  let  us  hear  what  he  has  to  say. 
M    I-  Miller.  Traffic  Manager. 
Saco-Lowell  Shops. 

Boston.  March  8.  1922. 


Whether  a  man  is  an  industrial  or  railroad  representative, 
one  finds  it  frequently  necessary  to  go  to  Washington  and  a 
cheerful  club  room  would  be  the  place  which  the  members  would 
naturally  go  to  during  their  leisure  hours. 

If  the  plan  of  assessment  which  I  have  outlined  would  not  re- 
sult in  sufficient  funds,  then  it  could  be  very  readily  arranged 
to  double  the  amount  of  assessment  without  in  any  way  work- 
ing a  hardship  on  any  of  the  clubs  comprising  the  membership 
of  the  national  body. 

In  addition  to  this  there  are  many  other  detail  plans  which 
would  require  working  out,  but  this  is  my  main  thought  and 
the  balance  of  the  details  can  readily  be  worked  out  by  the 
executive  committee  having  the  organization  in  charge. 

C.  T.  Stripp, 
Traffic  Manager,  the  National  Malleable  Castings  Co. 

Cleveland.  March  6.  1922. 


NATIONAL   TRAFFIC   CLUB    ORGANIZA- 
TION 

Editor  The  Traffic  World: 

I  notice  by  your  journal  that  there  is  In  prospect  the  organ- 
isation of  a  National  Association  of  Traffic  Clubs.  Toe  ides  Is 
not  a  bad  one  If  It  Is  properly  fostered  and  a  real  basis  of  opera- 
tion decided  upon.  If  the  national  association,  however,  is  to  be 
purely  an  association  for  the  purpose  of  being  advisory  In  its 
character,  then  I  do  not  look  forward  to  Its  being  very  much  of 
a  success. 

I  have,  been  harboring  in  the  back  of  my  head  a  few  thoughts 
relative  to  such  an  association.  The  proper  headquarters  for  an 
association  of  this  kind  would  be  In  Washington.  I  would  say 
that  a  national  association  of  this  kind  should  have  suitable  club 
and  lounging  rooms  centrally  located  in  Washington  so  that 
visiting  traffic  club  members  whose  organizations  comprise  the 
national  organization  may  have  a  place  for  gathering  together  in 
a  social  way  and  also  for  the  purpose  of  having  such  meetings  as 
time  and  circumstances  might  dictate.  Such  a  plan,  however, 
would  require  a  considerable  expenditure  and  this  expenditure 
should  property  be  secured  from  the  traffic  clubs  making  up  the 
membership  of  the  national  association  on  a  basis  of  per  mem- 
ber assessment — let  us  say  about  fifty  cents  a  member,  which 
would  be  $50  per  hundred  members,  graduated  upward  $75  for 
200  members,  $100  for  300  members  and  so  on  op,  the  reason 
for  the  graduation  being  that  the  larger  clubs,  such  as  the  Chi- 
cago Traffic  Club,  would  have  to  pay  over  $«00  on  the  fifty 
cents  per  member  assessment,  whereas  I  believe  it  would  be  far 
better  for  such  a  club  to  pay.  let  us  say.  $360.  If  all  of  the  traffic 
clubs  agreed  to  come  In  on  such  a  basis  I  believe  the  Idea  would 
take  strongly  and  that  It  would  serve  as  a  particular  incentive 
to  organizations  coming  In. 


•NEW  FORM  OF  BILL  OF  LADING 

Editor  The  Traffic  World: 

In  the  early  history  of  railroad  transportation  in  the 
Tnlled  States  there  was  a  lack  of  uniformity  in  operation.  Each 
railroad  had  Its  own  peculiar  equipment,  and  there  were  various 
gauges  of  track,  which  made  It  impossible  to  handle  a  shipment 
under  what  we  would  today  term  a  through  arrangement  When 
a  shipment  was  tendered  for  transportation  to  a  point  on  a  con- 
necting line  It  was  the  practice  of  the  carrier  to  transfer  the 
shipment  to  each  successive  carrier.  It  naturally  follows  that 
the  shipper  was  entitled  to  some  form  of  receipt  and  contract 
<f  affreightment.  This  receipt  or  contract  was  termed  a  bill  of 
lading,  and  was  composed  of  as  many  different  forms  and  sub- 
ject to  as  many  different  conditions  as  th«re  were  minds  to 
create  them.  In  drafting  the  conditions  every  conceivable  means 
was  used  to  limit  the  liability  of  the  carrier,  and  in  many  In- 
stances exempt  the  carrier  from  all  liability. 

In  1890  there  came  into  use  the  fljtet  bill  of  lading  that  might 
be  termed  uniform.  It  was  adopted  by  the  carriers  in  Eastern 
Trunk  Line  Territory,  and  consisted  of  two  distinct  forms.  One 
was  known  as  the  "ordinary  form  of  uniform  bill  of  lading," 
which  exempted  the  carrier  from  all  liability.  The  other  was 
known  as  "form  of  uniform  bill  of  lading,  the  carrier's  liability," 
under  which  the  carrier  assumed  all  liability,  subject,  of  course, 
to  the  limitations  of  common  law,  which  were  freedom  from 
liability  for  loss  or  damage  arising  from  the  acts  of  God  or 
the  public  enemy,  inherent  defects,  quality  or  vice  of  the  ar- 
ticle transported,  seizure  by  the  courts  under  legal  process  and 
any  act  or  omission  on  the  part  of  the  owner  of  the  property. 

Shipments  transported  under  the  ordinary  bill  of  ladings 
were  subject  to  the  regular  tariff  rates,  while  those  transported 
under  the  carrier's  liability  bill  of  lading  were  charged  on  the 
basis  of  twenty  per  cent  in  excess  of  tariff  rates.  This,  how- 
ever, was  later  reduced  to  10  per  cent,  due  to  the  objection  of 
the  shipping  public. 

The  importance  of  the   bill   of  lading  in   the   relationship 
which  the  carrier  assumed  In  the  carriage  of  the  property  Indi- 
cates the  necessity  of  having  a  uniform  document  for  use  by  all 
carriers,  so  as  to  eliminate,  or  at  least  minimize  misunderstand- 
THg  between  the  contracting  parties. 

In  1904  the  Interstate  Commerce  Commission  instituted  the 
first  proceeding  that  brought  about  the  adoption  by  a  majority 
of  the  carriers,  a  uniform  bill  of  lading.  The  Interstate  Com- 
merce Commission's  report  on  the  result  of  hearings  conducted 
was  rendered  on  June  27,  1«08,  and  in  this  report  recommended 
to  the  carriers  the  use  of  a  uniform  bill  of  lading,  which  was 
adopted  by  the  carriers  in  Official  and  Western  territory. 

Due  to  certain  amendments  to  the  act  to  regulate  commerce 
and  to  the  court  decisions,  the  conditions  In  the  bill  of  lading 
prescribed  by  the  Commission  in  1908  were  changed  from  time 
to  time  so  as  to  conform  with  the  later  amendments  and  de- 
cisions. Again  In  1912  the  Commission  ordered  an  investiga- 
tion, this  time  for  the  purpose  of  determining  whether  the  rules, 
practices,  etc.,  with  regard  to  bills  of  lading  were  unjust,  un- 
reasonable, etc.,  which  resulted  In  its  decision  and  order  of 
April  14,  1919.  making  it  compulsory  that  the  carrier  adopt 
the  uniform  bill  of  lading,  which  was  prescribed  by  it  in  that 
order,  and  which  was  to  become  effective  in  August  of  the 
same  year. 

Several  of  the  carriers  in  Eastern  territory  asked  the  United 
States  District  Court  for  an  injunction  restraining  the  enforce- 
ment of  the  commission's  order.  This  was  granted  on  August 
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4,  1919.  The  case  was  finally  taken  to  the  Supreme  Court  of 
the  United  States,  it  being  contended  by  the  carriers  that  the 
Commission  had  extended  its  authority  in  issuing  an  order  pre- 
scribing the  form  and  conditions  of  bills  of  lading. 

Before  the  Supreme  Court  had  rendered  its  decision  the 
transportation  act  of  1920  became  effective,  which  necessitated 
some  changes  in  the  forms  of  bills  of  lading,  and  in  accordance 
therewith  the  bill  of  lading  case  was  reopened  the  latter  part 
of  1920.  The  result  of  hearings  in  this  case  is  a  new  form  of 
bill  of  lading  which  is  to  come  into  use  after  March  15,  1922. 
There  are  several  new  clauses  on  the  face  of  this  new  form 
which  are  of  interest  to  the  shipper,  particularly  that  clause 
which  is  covered  by  Section  7  of  the  conditions  of  the  bill  of 
lading  wherein  the  consignor  may  instruct  the  carrier  to  look 
to  the  consignee  for  the  payment  of  freight  and  all  other  lawful 
charges.  There  is  also  a  clause  provided  which  is  to  be  signed 
when  property  is  forwarded  subject  to  agreed  or  a  declared 
valuation,  and  the  settlement  of  claims  on  this  basis  is  covered 
by  one  of  the  new  conditions  in  the  bill  of  lading.  This  new 
form  is  the  result  of  many  conferences  between  shippers'  or- 
ganizations, the  carriers'  and  the  Commission,  and  that  body,  in 
prescribing  this  form,  has  taken  into  consideration  the  public 
interest  in  securing  uniformity,  and  the  shippers  are  urged  to 
follow  out  the  prescribed  form,  as  all  of  the  carriers  of  the 
country  have  adopted  it. 

Maurice  T.  Otto,  Traffic  Manager, 

Dayton  Chamber  of  Commerce. 
Dayton,  O.,  March  8,  1922. 


CLAIM  PREVENTION 

Editor  The  Traffic  World: 

Claim  prevention  is*  usually  left  to  the  carriers.  Most  ship- 
ping firms  are  satisfied  if  they  have  some  one  make  their  claims 
for  overcharge  and  loss  and  damage  without  paying  much  at- 
tention to  causes  or  attempting  prevention.  Claims  to  them 
are  merely  an  attempt  to  recover  from  a  carrier  all  that  was 
lost.  This  cannot  be.  Most  claims  only  pay  net  invoice  value 
plus  proportion  of  freight  charges  affected  if  for  loss  and  dam- 
age. Most  overcharge  claims  are  repeaters.  Succeeding  ship- 
ments coming  in  of  same  goods  from  same  shipper  with  same 
errors  continuously.  How  many  traffic  managers  try  to  cut 
out  repetitions  of  like  overcharge  mistakes  and  claims?  Very 
few.  Most  of  them  think  the  gross  amount  of  their  claim 
record  is  all  the  firm  pays  them  to  accumulate.  How  many 
traffic  men,  especially  for  large  firms,  at  regular  intervals  per- 
sonally inspect  all  goods  coming  in  to  see  just  how  much  the 
shipper  knew  of  scientific  marking,  packing,  safe  containers; 
or  checked  up  bills  of  lading  against  the  invoice  or  goods  to 
see  how  the  shipper  described  the  goods  as  compared  to  proper 
way  for  lowest  rate  lawfully  that  could  be  applied?  How  many 
of  them  ha^\te  the  requisite  facts  and  knowledge  to  properly 
advise  the  shipper  how  to  overcome  the  errors?  The  traffic  man 
who  does  not  do  all  he  can  to  study  the  above,  wastes  just  fifty 
per  cent  of  his  good  to  the  firm  which  employs  him. 

Claim  prevention  in  the  past  shows  that  suggestions  from 
a  carrier  to  a  shipper  are  mostly  received  with  suspicion  and 
only  a  small  percentage  are  thankfully  received  and  acted  up- 
on. We  hope  the  future  will  promote  close  co-operation  between 
shippers,  carriers  and  receivers  of  freight  in  regard  to  claim 
prevention  and  then  maximum  prevention  will  become  a  fact. 
The  subject  is  a  matter  of  education  of  future  executives  and 
real  traffic  men  who  will  study  claim  economics. 

There  is  now  no  general  or  wide  spread  channel  of  educa- 
tion along  these  lines  for  shippers  and  receivers  of  freight  and 
most  of  them  do  not  realize  the  great  importance  of  securing 
such  information,  but  trust  to  the  shipping  departments  to  work 
out  their  own  salvation  by  sad  and  costly  experience  or  the 
meagre  knowledge  of  a  traffic  man  who  has  not  made  a  study 
of  the  essentials  to  insure  safe  and  correct  transportation  and 
most  of  all  followed  up  his  goods  to  see  if  they  really  did  ar- 
rive safely  and  at  lowest  rating  lawful. 

The  attitude  of  most  industrial  traffic  managers,  manufac- 
turers and,  in  general,  all  shippers  and  receivers  of  freight  in 
the  United  States  is  surprisingly  indifferent.  In  1920  the  class 
1  carriers  paid  out  on  loss  and  damage  claims  the  amount  of 
$104,398,930;  and  in  six  months  in  1921  amount  of  $55,707,753, 
indicating  an  increase  of  ten  millions  rnqje  in  1921,  although 
less  tonnage  moved.  The  total  of  all  loss  and  damage  claims 
plus  all  overcharge  claims  compiled,  presented,  investigated,  can- 
celled, withdrawn,  and  paid  probably  causes  the  United  States 
an  economic  loss  of  over  half  a  billion  dollars  each  year. 

The  above  figures  show  that  although  many  more  firms  have 
so-called  industrial  traffic  managers,  and  carriers  have  increased 
experience  in  claim  handling  and  prevention;  plus  the  education 
of  the  perfect  package  month  campaigns;  plus  the  T.  C.  F.  B. 
and  kindred  associations  working  on  same;  plus  additional  car- 
riers now  putting  in  unit,  division  and  system  claim  preven- 
tion system;  the  total  clajms  are  still  increasing  instead  of 
showing  reductions  to  credit  of  above  work.  Most  industrial 
traffic  men  come  from  three  sources  ex-railroad  or  steamship 
men,  promoted  shipping  clerks,  or  graduates  from  the  traffic 


schools  and  commerce  courses  in  colleges.  Of  the  three  kinds 
the  ex-shipping  clerk  is  the  only  one  who  has  had  actual  ex- 
perience in  marking,  describing,  and  packing  properly  mer- 
chandise to  insure  safe  and  economical  receipt  at  destination. 
This  subject  should  receive  extreme  attention  in  all  courses  of 
traffic  study  in  schools  and  colleges  who  carry  such  a  study  or 
publish  text  books  on  traffic  subjects  so  future  executives  and 
traffic  men  will  understand  the  vast  importance  of  preventing 
instead  of  accumulating  claims  either  loss  and  damage  or  over- 
charge and  also  that  the  eternal  vigilance  of  a  trained  mind 
along  these  lines  must  always  be  watching  over  each  firm's 
shipping  in  or  outbound. 

The  ordinary  executive  of  a  manufacturing  or  of  a  firm  re- 
ceiving a  great  deal  of  tonnage  usually  receives  monthly  or 
annually  a  report  from  his  traffic  man  showing  the  increase  in 
the  number  and  amount  of  claim  collections  from  the  rail  or 
water  carriers  which  he  proudly  presents,  saying:  "See  what  I 
have  saved  the  firm  this  year."  The  usual  superior  smiles  and 
gives  said  traffic  man  a  good  raise  in  salary,  or  commenda- 
tion for  his  good  work.  Such  a  man  should  be  told  by  his  su- 
perior: "Now  tell  us  what  you  have  done  towards  claim  pre- 
vention or  net  savings  in  profits  and  overhead  instead  of  claim 
accumulation.  Claims  are  really  a  loss  to  us  and  in  the  future 
I  shall  measure  your  value  to  us  and  pay  you  accordingly  as 
you  produce  results  in  preventing  losses  in  incoming  raw  ma- 
terials and  secure  advice  from  all  our  customers  far  and  near 
that  all  goods  intrusted  by  us  to  your  supervision  have  reached 
them  in  good  condition  with  no  ensuing  loss  and  damage  or 
overcharge  claims  which  they  can  either  partially  or  wholly 
attribute  to  us."  At  the  end  of  the  next  year  that  same  traffic 
man  could  show  this  superior  officer  at  least  fifty  per  cent  de- 
crease in  his  own  claims  and  same  in  his  customers'  claims 
by  proper  co-operation  and  study. 

The  subject  is  simply  one  of  co-operative  education  between 
shipper  and  receiver.  Most  shippers  are  now  sending  out  a 
little  slip  attached  to  invoices  saying  that  the  shipper  has  de- 
livered said  goods  in  good  condition  to  the  carrier  and  now 
their  liability  is  ended.  In  many  cases  it  has  just  begun,  for 
unless  the  goods  have  been  properly  packed,  marked  and  de- 
scribed the  receiver  is  sure  to  have  an  overcharge  or  a  loss  and 
damage  claim  at  destination.  A  simple  follow-up  form  is  shown 
as  Exhibit  "B"  at  the  end  of  this  article.  By  the  use  of  this  form 
any  shipper  can  procure  from  his  customers  ideas  of  the  way 
goods  were  received  at  destination,  and  whether  his  customer 
lost  profits  and  overhead  expense  in  claims  account  of  insuffi- 
cient packing,  weak  containers,  which  our  shipping  friend  sent 
out  the  goods  in  full  confidence  he  would  never  hear  of  them 
again.  To  advise  the  large  shipper  who  apparently  is  not  inter- 
ested in  the  way  his  goods  reached  the  consumer,  how  poorly 
his  shipping  department  is  watching  to  protect  the  safe  arrival 
of  shipments  and  at  lowest  cost  we  also  show  as  Exhibit  "A"  a 
form  below.  By  means  of  this  simple  working  tool  all  receivers 
of  goods  which  arrive  in  any  condition  less  than  perfect  or  that 
cause  a  repeated  overcharge  claim  can  advise  the  shipper  with 
suggestions  for  improvement.  The  shipper  who  might  resent  a 
suggestion  from  the  carrier  in  this  regard  will  usually  pay  some 
attention  to  such  a  request  from  a  good  customer.  But  some 
firms  do  not.  Then  after  a  second  use  of  this  form  produces  no 
change  it  is  time  for  the  receiving  traffic  man  to  have  his  buyer 
look  elsewhere  for  this  kind  of  goods  and  so  advise  the  shipper. 
This  usually  brings  shipper  to  time  at  once  and  the  shipping 
traffic  man  is  due  to  receive  a  grand  chance  to  improve  or  at 
least  wake  up  and  study  to  improve  future  shipments  if  possible. 
Most  shipping  traffic  men  are  wise  enough  to  admit  receipt  of 
this  form  and  at  once  answer  that  they  will  take  action  to  im- 
prove. 

The  writer  has  had  several  firms  ship  him  goods  described 
in  a  certain  way  which  made  an  overcharge  claim.  On  writing 
the  shipper  on  form  "A"  usually  the  shipper  will  change  his  ship- 
ping receipts  accordingly  on  assurance  that  there  is  nothing  in 
the  tariff  or  classification  rules  to  prevent  him  from  correctly 
describing  as  requested.  This  cuts  out  all  repetition  of  this  par- 
ticular error  and  if  the  shipper  has  a  thousand  customers  for  this 
item  he  has  therefore  prevented  in  the  future  thousands  of  sim- 
ilar claims.  In  loss  and  damage  from  faulty  packing,  weak  con- 
tainers, lack  of  strapping  or  wiring  of  cases,  etc.,  the  writer  has 
also  caused  shippers  to  change  for  the  better,  cutting  future 
claims  over  one-half,  reducing  overhead  and  preventing  repeaters 
of  same  conditions.  Consider  what  a  wonderful  nation-wide  sav- 
ing can  be  made  by  the  above  simple  scheme  of  co-operation  if  all 
large  shippers  and  receivers  (who  in  turn  become  local  shippers) 
would  try  out  these  two  forms  for  a  period  and  study  the  re- 
sults. It  is  certainly  economical,  as  these  forms  could  be  made 
in  any  office  with  a  ditto  machine  or  any  other  similar  system 
which  is  in  use. 

The  final  figures  of  the  perfect  package  month  campaign  last 
November  showed  less  than  two  per  cent  of  the  grand  total  of 
packages  were  found  imperfect  or  subject  to  criticism.  In  spite 
of  this,  thirty  days  later  when  these  so-called  perfect  packages 
reached  destination  there  were  just  as  many  overcharge  or  loss 
and  damage  clSlms  which  could  be  reduced  fifty  per  cent  by  co- 
operative study,  the  other  half  were  25  per  cent  unavoidable  ac- 
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count  rigors  of  transportation  or  inherent  vice  in  articles  or 
other  causes  beyond  resources  of  shippers  or  carriers,  while  re- 
maining 25  per  cent  were  due  to  rough  handling  or  errors  that 
the  carriers  themselves  are  always  working  upon  to  cut  to  the 
minimum.  C.  B.  Pirie, 

Traffic  Manager,  Harper  ft  Reynolds  Corporation. 
Los  Angeles,  Cal..  March  6,  1922. 


Exhibit  "A" 

To     be    uaed     In     connection    with     all 
claim*  partly  or  wholly  fault  of  shipper. 

••STIUKK  AT  THK   SOl'IlCE"    FOR  CLAIM  PREVENTION 

Attached  to  Claim  No  ....... 

To  the  Shipper: 


Your  invoice.  No'.'  '.  .  .'.'.  .  .  .,  dated   ..................  •„•••••  - 

with  exceptions  below.  To  prevent  repetition  of  similar  exceptions 
and  resulting  claims  on  yourself  or  the  delivering  carrier,  take  proper 
step*  to  forward  correctly  future  shipments. 

Please  notice  we  have  notified   the  shipper  the  character  of   this 
claim  to  prevent  repetition. 

Los*  and  Damage  Claims: 

Partly  or  wholly  caused  by  shipper,  as  follows: 


Overcharge  Claims: 

Partly  or  wholly  caused  by  shipper,  ss  follows: 


Copy  to  shipper. 
Copy  to  carrier. . 
Copy  «"  "; 


Harper  *  Reynolds  Corporation. 

'Trafflc  Manager. 


Exhibit  "B" 
:   ROR  CLAIM  PREVENTION. 

Endow  with  Invoices,  bills  of  lading,   or 
with  goods  periodically  for  a  stated  time. 
To  John  Doe  Company.  Los  Angeles.  Calif. 

Gentlemen-.    Our  Invoice  N  .  dated   ..  .   .  covers 

these  goods.  On  arrival  we  will  appreciate  report  below  as  to  con- 
dition In  which  ret-clved  and  thankfully  receive  any  suggestions  as 
to  change  In  marking,  containers,  cartons,  packing,  strapping  or 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rate*  for 
classified  advertisements  are  as  follows:  First  Insertion,  $1.00  per  line, 
minimum  charge  13.00;  succeeding  Insertions,  per  line.  50c:  10  words  to 
the  line:  numbers  and  abbreviations  counted  a*  words:  (  point  type: 
payable  In  advance.  Answers  to  keyed  advertisements  forwarded  free 
and  all  correspondence  held  In  strict  confidence.  THE  TRAFFIC 
WORLD.  411  South  Market  Street.  Chicago.  III. 

•POSITION   WANTED— With  short   line  trucking  company  or  In- 
dustry,   by   accountant,   traveling  auditor   and   traffic   man.      Accurate 
and  adaptable.     Record  Includes  all  railroad  auditing.     Traffic  student, 
rating.     Salary  moderate.     Address  KX5-7.  Traffic 
World.  rhlrA«o 

WANTED  POSITION— As  traffic  manager  or  assistant  traffic  man- 
ager,  with   responsible  organization,   eight  years'   railroad   experience, 
two   years'   commercial   experience.    LaSalle  graduate,    thoroughly   rjt 
liable,  able  to  organise  and  direct  traffic  department.     Can  furnish  th«- 
of   reference:   14   years.     Address    I                     -are  Traffic   World, 
no.   Ill 

POSITION  WANTED— As  Traffic  Manager  or  Anststant  with  man- 
ufacturing or  commercial  organisation,  by  man  of  executive  ability, 
age  St.  single,  best  references,  graduate  and  member  of  American 
Commerce  Association. 


transportation    matters. 
Traffic  WorM.   Chicago. 


Familiar    with    and    capable   of   handling    all 
Salary    $2.100    per   year.      Address   J.    O.    B., 


WANTED  POSITION—  As  Traffic  Manager  or  Assistant  Traffic 
Manager,  with  responsible  organisation.  Thirteen  years'  experience  In 
railroad,  steamship  and  Industrial  traffic  work.  Thoroughly  con- 
versant all  details  such  work.  Recommendations  from  highest  rail- 
road and  steamship  officials.  Address  O.  O.  D.  427,  Traffic  World. 
Chicago. 

POSITION  WANTED—  As  Claim  Agent.  Chief  Clerk  or  personal 
correspondent  to  official,  railroad  or  Industrial;  age  40:  married;  fif- 
teen years'  general  railroad  office  experience:  Mississippi  River  to  east 
coast:  now  In  general  claim  office:  object,  future.  Address  M.  O., 
Traffic  World.  Chicago. 


•GENERAL    MANAGER—  Head    FX    5-7    above. 
t  me  give  you  data.    Judge  for  yourself. 


Address    FX    6-7. 


FOR  SALE— Hereral  cars  No.  1  oak  railroad  cross  ties,  switch  tim- 
bers and  bridge  and  crossing  plank.  U  E.  Pearson,  P.  O.  Box  115, 
South  Bend.  Ind. 


LET  US  FIGURE  WITH  YOU  ON  YOUR 
NEXT  SUPPLY  OF 

BILL   OF  LADING    FORMS 

We  Carry  the  Standard  Billi  in  Stock  and  Print  Forms 
to  Meet  Special  Requirements 

THE  TRAFFIC    SERVICE   CORPORATION 

418  South  Market  Stro*t,  Chic.,0,  Illinois 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

10W  South  Canal  Street,  near  Taylor  Street 

Teaming  of  every   Description— City  Delivery  Servlae  an*1   Csrleas1 
Distributors 


NEW  YORK  WATERFRONT 

STORAGE  AND  HANDLING  RATES  ARE  LOW. 
DON'T  LET  GENERALIZATIONS  TURN  YOU 
FROM  WAREHOUSING  MOST  ADVANTAGEOUS- 
LY WITH  US  IN  THE  WORLD'S  GREATEST  PORT. 

OBTAIN  UNQUESTIONED  FACM.ITIES:  CLEAN- 
DEPENDABLE—  STANDARDIZED  WAREHOUS- 
ING. SELECT  YOUR  WAREHOUSEMAN  AS  YOU 
WOULD  YOUR  OWN  BANKER. 

MERCHANDISE  STORAGE  CO.,  Inc. 


3  (  NORTH  PIER  STREET. 


BROOKLYN,  N.  Y. 


A  truck  is  either  a  money 
maker  or  a  spendthrift.  No 
question  as  to  which  kind  you 
want.  No  difficulty  in  get- 
ting what  you  want,  either. 


Pi 


erc 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  N.  Y. 


54S 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  10 


wiring    oases    to    improve    futurt>    shipments.      Also    claissiflcation    and 
errors  in  rating  l>y  carriers,  account  error  in  our  shipping  receipts. 


Yours  truly. 

lUchard  Rowe  Company, 

Shipping  Department, 

Buffalo.   N.   Y. 


FUNCTION  OF  THE  TRAFFIC  CLUBS 

Editor  The  Traffic  World: 

The  writer  has  been  very  much  interested  in  your  editorials 
bearing  on  this  subject,  and  particularly  that  in  the  issue 
February  25. 

You  are  to  be  congratulated  for  the  capable  manner  in 
which  you  have  expressed  your  views,  and  suggestions  as  to 
how  traffic  clubs  should  function.  Without  losing  sight  of  the 
fact  that  traffic  clubs,  in  conjunction  with  the  National  Indus- 
trial Traffic  League,  have  accomplished  some  excellent  work.  I 
am  fully  in  accord  with  your  views  that  there  is  greater  op- 
portunity for  these  organizations  to  extend  the  benefit  of  their 
knowledge  so  that  the  public  as  a  whole  may  gain  a  clearer 
conception  of  transportation  matters,  and  thereby  help  to  elimi- 
nate much  of  the  present  misunderstanding.  Almost  every 
industry  has  been  represented  in  the  general  rate  inquiry,  from 
the  peanut  grower  to  the  steel  nut  manufacturer,  and  some 
have  been  broad-minded  enough  to  admit  that  freight  rates 
were  not  entirely  responsible  for  the  depression  in  business; 
but  as,  probably,  a  result  of  ignorance  or  lack  of  knowledge 
of  the  railroad  situation,  the  attitude  of  the  majority  was  one 
of  antagonism  and  selfishness,  a  feeling  inherent  in  human  na- 
ture. I  am  of  the  opinion  that  good  results  might  be  obtained 
by  extending  an  invitation  to  all  railway  officials  to  join  the 
various  traffic  clubs;  this  would,  I  believe,  not  only  strengthen 
the  membership,  but  possibly  promote  a  better  spirit  of  co- 
operation. 

Business  is  the  fulcrum  of  life  to  a  nation,  and  its  activity 
depends  upon  the  strength  of  the  railroads  to  apply  the  oper- 
ating lever  and  keep  business  moving.  As  a  result  of  over- 
pressure, by  legislation,  the  lever  has  become  bent 'to  the  point 
of  breaking,  causing  business  stagnation. 

W.  W.  Atterbury,  vice-president  of  the  Pennsylvania  sys- 
tem, in  his  address  February  10,  when  he  said  the  plight  of 
the  railroads  is'  attributed  to  government  regulation,  spoke  a 
mouthful,  and  right  now  is  the  chance  for  traffic  organizations 
to  endeavor  to  straighten  out  the  lever,  by  getting  solidly  behind 
the  railroads,  and  encourage*frthem  to  assert  .their  right  to  op- 
erate on  their  own  initiative.  The  latest  slogan  of  the  Rotary 
clubs,  "When  millions  of  men  buck  up,  think  up,  talk  up, 
business  will  wake  up"  bears  a  special  significance  in  the  rail- 
road rate  problem. 

B.  Scrivener, 
Acheson  Graphite  Company. 

Niagara  Falls,  N.  Y.,  March  9,  1922. 


REFUND   OF   WAR   TAX 

Editor  The  Traffic  World: 

Have  noted  the  remarks  made  by  various  subscribers  in 
the  Open  Forum  from  time  to  time  in  reference  to  refund  of 
war  tax  on  overcharge  claims.  We  all  regret  that  simpler  rules 
were  not  promulgated  by  the  revenue  department,  eliminating 
all  the  unnecessary  work  that  they  have  caused  shippers,  car- 
riers and  the  department  itself.  The  Internal  Revenue  Depart- 
ment has  advised  that  claims  can  be  condensed,  several  of  'he 
certificates  can  be  attached  to  Form  46,  so  that  after  all  it  is  a 
simple  matter  to  file  our  claims  and  we  will  all  receive  our 
money  eventually. 

C.  E.  Kiesele,  Traffic  Manager. 

H.  B.  Glove:-  Co. 

Dubuque,  la.,  March  9,  1922. 


NORTHERN  PACIFIC  ABANDONMENT 
The  Commission  has  authorized  the  Northern  Pacific  to 
abandon  a  part  of  a  branch  line  in  Bayfield  County,  Wisconsin. 
The  part  to  be  abandoned  is  between  Coda  and  Washburn,  a 
distance  of  24  miles.  The  application  was  for  permission  to 
abandon  the  entire  branch,  extending  from  Iron  River  to  Wash- 
burn,  a  distance  of  33.78  miles.  Objections  were  filed  by  Bay- 
field  County  and  by  the  Railroad  Commission  of  Wisconsin,  the 
latter  contending  that  paragraphs  18  to  20,  both  inclusive,  of 
section  1  of  the  interstate  commerce  act  were  unconstitutional. 
Permission  to  abandon  the  mileage  between  Cada  and  Wash- 
bum,  and  no  more,  the  Commission  said,,  would  necessarily 
require  the  applicant  to  continue  service  on  the  nine  miles  be- 
tween Coda  and  Iron  River.  The  Northern'  Pacific  estimated 
that  it  would  cost  between  $7,000  and  $8,000  a  year  to  operate 
those  nine  miles.  The  Commission  said  that  after  a  reasonable 
time  the  railroad  could  determine  whether  the  public  was  mak- 
ing sufficient  use  of  the  branch  to  warrant  continuance  of  opera- 
tion. 


RESTORATION   OF   STATE   CONTROL 

Thi  Traffic  World   Washington  Bureau 

H.  M.  Slater,  rate  expert  for  the  Illinois  commission,  ap- 
peared before  the  House  committee  on  interstate  and  foreign 
commerce  this  week  in  support  of  the  state  commissions'  appeal 
for  "restoration"  of  state  rate  control.  Mr.  Slater,  as  he  did 
before  the  Senate  interstate  commerce  committee  when  hear- 
ings were  being  held  before  it  on  the  intrastate  rate  situation, 
told  of  the  situation  in  Illinois,  as  viewed  by  the  Illinois  com- 
mission, resulting  from  the  orders  of  the  federal  Commission. 
John  E.  Benton,  general  solicitor  for  the  state  commissions, 
will  appear  as  a  witness  before  the  House  committee.  The 
state  commissions  probably  will  conclude  their  testimony  some 
time  next  week. 


FEDERAL  AND  STATE  CO-OPERATION 

The  Traffic  World   Washington  Bureau 

Arrangements  for  co-operation  between  the  federal  and  the 
state  commissions,  such  as  the  Supreme  Court  suggested  in  its 
opinion  in  the  Wisconsin  case,  probably  will  be  made  shortly. 
A  meeting  is  to  be  held  March  17  between  a  committee  repre- 
senting the  Commission  and  one  representing  the  state  commis- 
sions in  the  conference  room  of  the  Commission.  Suggestion 
lor  such  a  conference  came  from  the  Commission,  in  the  form 
of  a  letter  by  Chairman  McChord  to  Carl  D.  Jackson,  president 
of  the  National  Association  of  Railway  and  Utilities  Commis- 
sioners. Three  notes  passed  between  Messrs.  McChord  and  Jack- 
son, without  any  discussion,  however,  of  the  basis  on  which 
the  co-operation  could  be  arranged,  that  part  of  the  matter  being 
left  for  untrammelled  discussion  in  the  conference  on  St. 
Patrick's  Day. 

Informal  discussions  took  place  between  some  of  the  state 
commissioners  and  the  federal  officials  before  the  Supreme  Court 
handed  down  its  opinion,  on  the  theory  held  by  Chairman  Mc- 
Chord and  a  majority  of  his  colleagues,  that,  no  matter  what  the 
court  might  decide,  there  would  be  necessity  of  the  most  press- 
ing kind,  for  co-operation  between  state  and  federal  bodies  simply 
because  it  would  not  be  humanly  possible  for  the  federal  body 
to  deal  with  every  situation  that  would  arise,  and  that,  in  the 
end  the  judgment  of  state  bodies  would  have  to  be  taken  by 
the  national  commissioners  as  to  the  thing  to  be  done.  The 
decision,  therefore,  it  has  been  pointed  out  by  commissioners, 
was  not  the  cause  of  the  suggestion,  although  it  afforded  the 
opportunity  to  put  into  operation  the  plan  that  had  been  In 
mind  even  before  the  case  was  reargued. 

In  his  letter  to  President  Jackson,  Chairman  McChord,  March 
7,  said: 

"The  two  final  paragraphs  of  the  recent  opinion  of  the  Su- 
preme Court  of  the  United  States  in  Railroad  Commission  of 
Wisconsin  vs.  C.  B.  &  Q.  R.  R.  Co.,  are  as  follows: 

It  is  said  that  our  conclusion  gives  the  Commission  unified  con- 
trol of  interstate  and  intrastate  commerce.  It  is  only  unified  to  the 
extent  of  maintaining  efficient  regulation  of  interstate  commerce 
under  the  paramount  power  of  Congress.  It  does  not  involve  general 
regulation  of  intrastate  commerce.  Action  of  the  Interstate  Com- 
merce Commission  in  this  regard  should  be  directed  to  substantial 
disparity  which  operates  as  a  real  discrimination  against,  and  ob- 
struction to,  interstate  commerce,  and  must  leave  appropriate  discre- 
tion to  the  state  authorities  to  deal  with  the  intrastate  rates  as 
between  themselves  on  the  general  level  which  the  Interstate  Com- 
merce Commission  has  found  to  be  fair  to  interstate  commerce. 

It  may  well  turn  out  that  the  effect  of  a  general  order  in  increas- 
ing all  rates,  like  the  one  at  bar,  will,  in  particular  localities,  reduce 
income  instead  of  increasing;  it,  by  discouraging  patronage.  Such 
cases  would  be  within  the  saving  clause  of  the  order  herein,  and  make 
proper,  an  application  to  the  Interstate  Commerce  Commission  for 
appropriate  exception.  So,  too,  in  practice  when  the  state  commis- 
sions shall  recognize  their  obligation  to  mantain  a  proportionate  and 
equitable  share  of  the  income  of  the  carriers  from  intrastate  rates, 
conference  between  the  Interstate  Commerce  Commission  and  the 
state  commissions  may  dispense  with  the  necessity  for  any  rigid  fed- 
eral order  as  to  the  intrastate  rates,  and  leave  to  the  state  commis- 
sions power  to  deal  with  them  and  increase  or  reduce  theim  in  their 
discretion. 

"In  view  of  these  declarations  by  the  court  and  of  the  pro- 
visions of  paragraph  (3)  of  section  13  -of  the  interstate  com- 
merce act,  we  should  be  glad  if  a  conference  could  be  arranged 
in  the  near  future  between  a  committee  representing  your  As- 
sociation and  a  committee  representing  this  Commission.  We 
could  participate  in  such  a  conference,  if  it  were  held  in  Wash- 
ington, at  any  time  during  the  latter  part  of  this  month  after 
the  fourteenth. 

"We  wish  in  particular  to  consider  what  can  appropriately 
be  done  in  furtherance  of  the  views  expressed  by  the  Supreme 
Court 

"Will  you  be  good  enough  to  advise  whether  you  deem  such 
a  conference  advisable  and,  if  so,  what  date  would  you  suggest?" 

Answering  Mr.  McChord,  Mr.  Jackson  said: 

I  have  received  your  courteous  communication  of  the  7th  instant 
referring  to  the  decision  of  the  Supreme  Court  of  the  United  States  in 
the  Wisconsin  case,  and  to  the  cooperative  provisions  of  Section  13  of 
the  Interstate  Commerce  Act.  and  requesting  a  conference  with  a 
committee  of  the  National  Association  of  Railway  and  Utilities  Com- 
missioners with  a  view  of  carrying  out  the  suggestions  referred  to 

On    behalf   of    the    association    I    take    pleasure    in    accepting   your 
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invitation  and  a  committee  will  be  appointed  to  confer  with  a  com- 
mittee of  the  Interstate  Commerce  Commission.  I  would  suggest  the 
17th  Instant  as  the  date  of  a  conference,  If  this  meets  your  con- 
venience. 

Chairman  McChord,  acting  on  Mr.  Jackson's  acceptance, 
made  provision  for  the  conference  in  the  following  note: 

I  have  your  favor  of  the  8th,  suggesting  the  17th  instant  as  the 
date  of  the  conference  between  a  committee  to  be  appointed  by  you  to 
confer  with  a  like  committee  of  the  Interstate  Commerce  Commission 
relative  to  the  subject  matter  of  my  letter  to  you  of  the  7th,  and  your 
reply  of  this  date. 

The  date  suggested  by  you  is  entirely  satisfactory  and  the  Com- 
mission will  name  Its  committee  and  I  would  suggest  that  we  meet 
in  our  conference  room  on  the  date  indicated  at  such  hour  as  may 
suit  your  convenience. 

IMPAIRMENT  OF  I.  C.  C.  CONTROL 

The  Tragic  World  Washington  Bureau 

It  is  believed  by  many  of  those  who  have  considered  the  sec- 
tions of  the  Shipping  Board's  subsidy  bill  contained  in  title  VIII 
of  the  bill,  as  introduced  by  Senator  Jones,  of  Washington 
(S  3217),  and  in  the  House  by  Representative  Greene,  of  Massa- 
chusetts (H.  R.  10644),  if  enacted  into  law,  would  destroy  the 
Commission's  control  over  joint  rail-and-water  rates,  free  the 
ships  on  the  Great  Lakes  from  control  by  the  Commission,  de- 
stroy its  power  to  direct  carriers  to  establish  proportional  rates 
to  and  from  ports,  divest  it  of  power  to  require  the  linking  to- 
gether of  rail  and  water  carriers,  and  subject  all  import  and 
export  rates  to  the  supervision  and  revision  of  the  shipping 
board.  All  that  would  be  done  under  pretense  of  bringing  about 
a  full  co-ordination  of  the  rail  and  water  facilities  through  the 
creation  of  a  joint  board  of  experts  from  among  the  personnel 
of  the  Commission  and  the  Board  to  "bring  about  such  co-ordina- 
tion." v 

There  would  be  co-ordination,  it  is  believed,  but  the  flnal  con- 
trol would  be  either  in  the  Shipping  Board,  or  in  the  President 
of  the  United  States,  as  the  arbitrator,  in  the  event  of  dispute 
between  the  two  bodies.  It  is  certain,  however,  that  the  Ship- 
ping Board  would  have  a  veto  on  the  Commission  and  able  to 
suspend  any  order  it  might  make,  which,  in  the  opinion  of  the 
Board,  affected  foreign  commerce  of  all  kinds  and  certain  inter- 
state commerce. 

That  would  come  about  through  a  construction  Congress 
has  been  invited  to  place  on  section  19  of  the  Jones  ship- 
ping law  of  1920,  amendment  of  which  the  Commission  asked 
in  its  last  annual  report,  so  as  to  make  it  certain  that  it  did 
not  apply  to  the  Commission.  It  was  under  that  section  that 
the  Shipping  Board,  at  what  those  who  had  been  working  on 
the  export  bill  of  lading  considered  the  eleventh  hour,  caused 
temporary  disruption  of  the  plans  to  make  the  export  bill  opera- 
tive March  15,  the  day  on  which  the  domestic  bill  and  live  stock 
contract  will  become  operative.  The  export  bill  will  also  become 
operative  on  that  day  because  the  Commission  has  not  set  aside 
its  order,  nor  has  the  President  exercised  the  power  the  Ship- 
ping Board  contends  has  been  conferred  on  him  by  section  19. 

To  the  end  that  those  who  know  the  powers  of  the  Com- 
mission over  rail-and-water  carriage  are,  may  know  what  the 
Board  has  proposed,  the  sections  of  title  VIII  are  herewith 
reproduced: 

Section  801.  That  it  is  hereby  declared  to  be  the  policy  of  Con- 
gress to  coordinate  fully  and  completely  rail  and  water  transportation. 
and  the  United  States  Shipping  Board  and  the  Interstate  Commerce 
Commission  are  hereby  authorized,  empowered,  and  directed  to  take 
such  steps  as  may  be  deemed  proper  and  necessary  to  bring  about 
such  coordination.  In  pursuance  of  this  policy,  said  government 
agencies  are  directed  to  create,  from  among  their  own  personnel,  a 
Joint  board  to  study  rail  and  water  traffic  and  conditions,  their  inter- 
relations and  the  principles  and  policies  essential  to  bring  about  their 
more  complete  coordination.  Said  Joint  board  shall  formulate  and 
recommend  such  rules  and  regulations,  not  inconsistent  with  existing 
law,  relating  to  traffic  between  railroads  and  shipping  lines,  that  ii 
may  deem  proper  and  necessary  to  bring  about  such  coordination.  It 
shall  be  the  duty  of  the  United  States  Shipping  Board  and  the  Inter- 
state Commerce  Commission  to  make  effective,  by  Joint  or  individual 
action  as  the  case  may  require,  such  rules  and  regulations  as  they 
may  respectively  approve:  Provided,  That  this  shall  not  authorize  the 
Commission  to  make  any  rule  or  regulation  affecting  shipping,  and 
that  all  the  provisions  of  Section  19  of  the  merchant  marine  act.  1920, 
shall  continue  In  full  force  and  effect  with  respect  to  the  Commission. 

Section  802.  That  the  ninth  paragraph  of  Section  5  of  the  Inter- 
state commerce  act  Is  hereby  amended  by  Inserting  at  the  end  thereof 
the  following: 

"Provided,  That  the  provisions  of  this  paragraph  shall  not  apply 
in  any  case  where  such  common  carrier  by  water  or  such  vessel  is 
engaged  exclusively  in  trade  between  any  ports  not  Included  In  the 
coastwise  trade  of  the  United  States  and  not  including  trade  upon  the 
Great  Lakes,  but  Including  trade  between  the  United  States  and  the 
Philippine  Islands." 

Section  803.  That  whenever  any  common  carrier  by  water  en- 
gaged In  Interstate  or  foreign  commerce  shall  enter  into  any  agree- 
ment with  any  common  carrier  by  land  engaged  in  interstate  or 
foreign  commerce,  each  such  carrier  shall  file  Immediately  with  the 
board  a  true  copy,  or,  if  oral,  a  true  and  complete  memorandum,  of 
every  such  agreement  or  modification,  or  cancellation  thereof,  to 
which  It  may  be  a  party  or  conform  In  whole  or  in  part,  relating  to 
the  Interchange  of  freight  or  passengers  or  the  making  of  Joint  or 
through  rates  or  providing  warehousing,  docking,  or  other  terminal 
facilities,  or  providing  that  the  one  carrier  shall  act  In  any  manner  as 
agent  or  representative  of  the  other  carrier  or  In  any  manner  pro- 
viding for  a  cooperative  working  arrangement  between  the  two  car- 
riers. The  term  "agreement"  In  this  section  includes  understandings, 
conferences  and  other  arrangements. 


The  board  may  by  order  disapprove,  cancel  or  modify  any  agree- 
ment or  any  modification  or  cancellation  thereof,  whether  or  not 
previously  approved  by  it.  that  it  finds  to  be  unjustly  discriminatory 
or  unfair  as  between  carriers,  shippers,  exporters,  importers,  or  ports, 
or  between  exporters  from  the  United  States  and  their  foreign  com- 
petitors, or  to  operate  to  the  detriment  of  the  commerce  of  the  United 
States,  or  to  be  in  violation  of  law.  or  to  be  otherwise  detrimental  to 
the  interest  and  welfare  of  the  United  States,  and  shall  approve  all 
other  agreements,  modifications,  or  cancellations.  Agreements  exist- 
ing at  the  time  of  the  enactment  of  this  act  shall  be  lawful  until  dis- 
approved by  the  board.  It  shall  be  unlawful  to  carry  out  any  agree- 
ment or  any  portion  thereof  disapproved  by  the  board.  All  agree- 
ments, modifications  or  cancellations  made  after  the  enactment  of  this 
act  shall  be  lawful  only  when  and  as  long  as  approved  by  the  board 
and  before  approval  or  after  disapproval  it  shall  be  unlawful  to  carry 
out,  in  whole  or  in  part,  directly  or  indirectly,  any  such  agreement, 
modification  or  cancellation:  Whoever  violates  any  provision  of  this 
section  shall  be  liable  to  a  penalty  of  $1.000  fo;-  each  day  such  viola- 
tion continues,  to  he  recovered  by  the  United  States  in  a  civil  action. 

The  invitation  to  Congress  to  construe  section  19  so  as  to 
give  the  Shipping  Board  veto  power  over  the  rules  and  regula- 
tions of  the  Commission  in  cases  in  which,  in  its  opinion,  they 
affect  foreign  commerce,  is  contained  in  the  proviso  to  section 
801  speciflcially  continuing  it  in  full  force  and  effect  by  saying 
the  matter  which  preceeded  it  should  not  be  construed  to  author- 
ize the  Commission  to  make  any  rule  or  regulation  affecting 
shipping  (which  might  be  construed  as  extending  the  control 
claimed  by  the  Board  to  cover  shipping  on  the  great  lakes  and 
inland  waterways),  except  under  the  terms  of  section  19. 

Section  803,  however,  is  the  one  that  divests  the  Commis- 
sion, it  is  believed,  of  much  of  its  power  over  interstate  com- 
merce by  water  when  it  has  been  or  may  be  linked  up  with 
commerce  carried  by  the  rail  lines.  It  makes  every  agreement 
between  the  rail  and  water  carrier  subject  to  control  by  the 
Board.  That  body,  under  the  terms  of  the  proposed  legislation, 
might  disapprove  the  agreements  between  the  Great  Lakes  Tran- 
sit Corporation,  for  instance,  and  the  railroads,  with  regard  to 
division  of  joint  rates,  or  any  other  phase  of  the  business,  which 
is  now  under  the  exclusive  control  of  the  Commission,  in  all  in- 
stances where  anything  more  than  port  to  port  business  in 
involved.  The  word,  "agreement,"  under  the  terms  of  the  pro- 
posed legislation,  would  mean  any  kind  of  arrangement  or  under- 
standing. Inasmuch  as  all  joint  rates  are  filed,  even  when 
ordered  by  the  Commission,  in  accordance  with  an  agreement 
between  the  carriers,  the  proposed  legislation  would  subject 
them,  it  has  been  suggested,  to  the  approval  of  the  Board.  Mere 
disapproval  by  the  Shipping  Board,  without  hearing,  appar- 
ently, would  serve  to  abrogate  the  elaborate  co-ordination  ar- 
rangements the  Commission  has  been  making  in  the  dozen  years 
since  it  began  having  anything  to  do  with  such  joint  arrange- 
ments. 

The  fact  that  the  proposed  law  says  the  two  bodies  shall 
create  a  joint  body  of  experts,  it  is  believed,  would  mean  nothing 
in  the  way  checking  the  power  of  the  Board  over  the  work  of 
the  Commission,  under  the  terms  of  section  19,  construed  and 
endorsed  in  the  form  in  which  the  endorsement  is  proposed  in 
the  bill  prepared  by  the  Shipping  Board. 

The  Board,  in  its  summary  of  the  provisions  of  the  bill,  laid 
no  emphasis  on  the  provisions,  which,  in  the  estimation  of  men 
familiar  with  the  work  of  the  Commission,  would  deprive  the 
only  exclusively  regulating  body  of  an  exceedingly  important 
part  of  its  powers.  It  emphasized  the  co-operation  and  co-ordina- 
tion part  of  the  scheme,  as  shown  in  the  Traffic  World,  March 
4,  p.  484,  first  column. 

EXPORT  BILL  OF  LADING 

The  Traffic  World   Washington  Bureau 

A  tentative  agreement,  respecting  the  export  bill  of  lading 
prescribed  by  the  Commission  and  challenged  by  the  United 
States  Shipping  Board,  was  reached  at  a  conference  of  rep- 
resentatives of  the  Shipping  Board,  American  steamship  lines 
not  under  the  control  of  that  body,  shippers  and  the  railroads, 
March  4,  which  will  have  the  effect  of  putting  off  the  issue  be- 
tween the  Commission  and  the  board  as  to  the  meaning  of  sec- 
tion 19  of  the  Jones  shipping  law  of  1920.  Under  that  section 
the  board  claims  the  right  and  power  to  call  upon  the  Commis- 
sion to  set  aside  any  rule  or  regulation  prescribed  by  it  affecting 
foreign  commerce  which,  in  the  judgment  of  the  board,  should  be 
eliminated.  The  Commission  does  not  admit  the  power  of  the 
board.  In  its  last  annual  report  it  asked  Congress  so  to  amend 
that  section  as  to  make  it  certain  and  definite  that  the  board 
had  no  such  power  over  the  work  of  the  Commission. 

Under  the  tentative  agreement  the  commissioners  who  sat 
in  the  conference,  Chairman  McChord  and  Messrs.  Hall  and 
Potter,  were  to  recommend  to  their  colleagues  a  modification 
of  their  order  so  that  the  form  of  export  bill,  prescribed,  to  be 
made  effective  March  15,  would  remain  in  effect  only  four 
months  from  that  date,  and  then  be  superseded  as  to  the 
points  raised  by  the  Shipping  Board,  by  the  language  agreed 
upon  in  the  conference. 

The  whole  of  the  morning  session  was  devoted  to  more  or 
less  formal  discussion  of  the  issues  raised  by  the  board,  with- 
out reference,  however,  to  the  question  of  power.  Then  Com- 
missioner Hall  observed  that  there  seemed  to  be  no  real  disa- 
greement between  the  shippers  and  the  representatives  of  the 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  Houte  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWISTT 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

SM.Mt  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Eatabliahod  in  1868 

General   Transfer  and  Storage  Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  M?rchandue  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


"Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia,  Baltimore 


AND 


Los  Angeles.  San  Francisco 

Portland.  Astoria. 
Seattle  and  Tacoma 

Thru  Mile  of  Udina,  leouod  ta  San  DUio.  Oakland,  Stockton  and 

SMramento.  California!  Hawaiian  and  Far  E»at  Portai 

Grare  Harbor  and  Pur>t  Sound,  Waah. 

Per  Ratoa,  Dataa  of  Salllnf  and  other  Information  apply  ta 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 


Baltimore.  Md. 
3»  South  S*root 


Telephono.  Bowling  Croon  TIM 

Philadelphia,  Pa. 
Drnel  Buildtnc 


Pittaburfh,  Pa. 
OIlTer  Building 


And  al   our   Branch  Ofncea  In  Loa  Anreleo.  San  FrancJeoo. 
Portland.  Seattle  and  Tacoma 


UNITED  AMERICAN 


LINES* 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce   Navigation   Corp'n 

General  Agentt:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 
INTERCOA8TAL  SERVICE 

Between  New   York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


Boeton 

8.8.  PENN8YLVAMAN     Mar.  11 

8.8.  MINNE80TAN     

8.8.  OHIOAN     Mar.  ZS 

8.a  KENTUCKIAN   


I'hila.  New  York 

M.r.  18  M.r.  It 

Mar.  K 

Apr.    1  Mar.  3* 
Apr.     « 


Sailings    every    Thursday    from    New    York,    every 
other   Saturday   from    Boston  and  Philadelphia, 
•    and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

I  .    8.    Facile   CM*    Port*   U  the  Principal   Port*  ef    Ik*   United 
Klatdea    and    Ceitlaent — Direct    Fert- 

nightlf     Bailiagi 


Joint  Service!  with 

Hamburg- American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

U.  -MOUNT    CARROLL    .  ...Mar.  11 

8.8.   (HAWAIIAN    ..M.r.   IS 

8.8.  CEORi.l  <\  M.r;  25 

8.8.  'MOUNT    CLINTON     ...Mar.  31 

8.8.  tWUlRTTEMBERG     Apr.     « 

B.S.  tBAYERN  Apr.  11 

•Carrie*    thira-ciaaa   paaaaBcera. 

: Via    Breeaea      tCabln  and   thtrd-rlau  paaaenrera. 

LOADING  PIKK  It,  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN   AND  HAMBURG 

S  S.  OREGONIAN    (Tia  Baltimore)    Apr.  1* 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  THEMI8TO    (Tia    Baltimore   and    Norfolk*     Mar.  14 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  HAWAIIAN   (ria  Norfolk  and  New  Yark)    .          ...Mar.  U 

8.8.  THBMIBTO    Ola    Norfolk)    Mar.  1* 

S-S.  CALLI8TO     Apr.  U 

8.8.  OREGONI AN     Apr.  21 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  HAWAIIAN    (Tia   New    York.    .                                 ...Mar.  14 
8.8.  THEMI8TO     Apr.     1 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

S.8.  ADALIA     Karlr     March 

8.8.  WEflTERWALD     Mid-April 

Taraach  bllU  of  UJlag  Tia   Hamborg  laned   U  all  Sca.dlnarlan 
and   Baltic  Part* 


NEW  YORK  TO  DUTCH  EAST  INDIES 

Penaai.    Balawaa-Dall,    Port    Swtttenham.    Singapore,    RaUrla. 
Samaranc,    Booraaara 

S.S.    WKST     MAIIOMRT     Mar.    10 

Leaa-ln,     Pier    SI.    Paouk    Terminal.    Olften.    8.    L 


NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT 

Tanle.    Malta.    Alexandria   and   Syrian   Caart    Porto 

8J.  WOT    MAHOMET    Mar.   10 

Laadlac    Pier    11.    Poarh    Ttrailaal.    Clifton.    8.    L 

General  Office*:  39  BROADWAY,  New  York 

Telephone   WHITEHALL    1M« 

WESTERN  FREIGHT  OFFICE 

Chirac*.   127   Boat*   LaSalle   Street  Phono   Wabaah   4H»1 

BRANCH    OFFICE* 

Boaton.  4*   Central   Street  Phone   Contreaa  1*84 

Philadelphia.   Bonne   Bid*.  Phone   Lombard  7*1* 

Piilafcurt h.  Ollnr  Bid*.  Phono  Grant  7411-1 

GENERAL   PACIFIC   COAST  AGENTS 

Williama.   Diaiond   Jk    Co..   lit   Sanaome  St.   San    Frtnciero 
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Shipping  Board.  He  suggested  an  informal  conference  of 
representatives  of  the  board,  the  National  Industrial  Traffic 
League  and  Roscoe  H.  Hupper,  attorney  for  American  steamship 
lines.  In  accordance  with  that  suggestion  parties  to  the  con- 
troversy discussed  the  matter  informally  for  two  hours  and  then 
announced  an  agreement  which  is  as  follows: 

I. 

Renumber  paragraph  3  as  paragraph  3  (a),  and  change  $100  to 
read  $250. 

Add  a  new  paragraph  numbered  3  (h),  to  read: 

"Notice  of  loss,  damage,  or  delay  must  be  given  in  writing  to  the 
carrier  receiving  the  goods  for  transportation  between  Port  A  and 
Port  B  within  30  days  after  the  removal  of  the  goods  from  the  custody 
of  such  carrier,  or,  in  case  of  failure  to  make  delivery,  within  30  days 
after  the  goods  should  have  been  delivered,  provided,  that  if  such 
loss  or  damage  is  apparent  at  the  time  of  the  removal  of  the  goods 
from  the  custody  of  the  carrier,  the  notice  of  loss,  damage,  or  delay 
must  be  given  before  the  goods  are  so  removed,  in  which  case  nota- 
tion of  the  loss  or  damage  made  on  the  receipt  given  to  the  carrier 
for  the  goods  shall  constitute  the  notice  herein  required.  Written 
claim  must  be  filed  with  such  carrier  within  nine  months  after  giving 
the  aforesaid  written  notice.  Unless  such  notice  is  given  and  claim 
filed  as  above  provided,  the  carrier  shall  not  be  liable.  No  suit  to 
recover  for  such  loss,  damage,  or  delay  shall  be  maintained  unless 
Instituted  within  one  year  after  the  giving  of  the  written  notice  first 
above  provided." 

HI. 

Add  a  new  paragraph  numbered  3  (c),  to  read: 

"The  carrier  shall  not  be  entitled  to  the  benefit  of  any  insurance 
that  may  have  been  effected  by  the  shipper  upon  the  goods  shipped 
thereunder." 

IV. 

Substitute  the  following  paragraph  11  for  the  present  paragraph 
14  of  the  export  bill  of  lading: 

"The  property  covered  by  this  bill  of  lading  is  subject  to  all  con- 
ditions expressed  in  the  regular  form  of  port  bill  of  lading  in  use  by 
the  steamship  company  Un  the  date  of  execution  of  this  document  and 
on  file,  in  accordance  with  the  rules  and  regulations  of  the  United 
States  Shipping  Board  and/or  the  Interstate  Commerce  Commission. 
but  if  any  of  such  conditions  are  in  conflict  with  conditions  1-15  of 
Part  II  of  this  bill  of  lading,  the  latter  conditions  shall  control." 

In  a  report  on  further  hearing  on  No.  4844,  the  Commission 
has  modified  its  report  and  order  respecting  the  export  bill  of 
lading  in  accordance  with  the  tentative  agreement  reached 
March  4.  Under  that  agreement  the  bill,  as  prescribed  in  the 
original  order,  will  become  effective  March  15  and  remain  in 
use  until  July  15,  when  the  bill  as  modified  at  the  March  4 
conference  will  displace  it. 


NO  OCEAN  RATE  WAR 

The   Traffic   World   Washington  Bureau 

The  threatened  ocean  freight  rate  war  in  the  north  Atlantic 
trades   occasioned   by   the   withdrawal   of  the   United   American 
Lines    from    the    North    Atlantic     Continental     Conference    will 
not  materialize  as  the  result  of  an  agreement  reached  at  New 
York,  March  8,  at  a  meeting  presided  over  by  W.  J.  Love,  vice- 
president    of    the    Emergency    Fleet    Corporation    in    charge    of 
traffic.     After  a  long  conference  on  that  date,  the  United  Amer- 
ican   Lines   agreed    to   return   to   the   rate    conference.     It   was 
said   that  freight   rates   would   be   restored   to   the  level   which 
obtained  before  the  withdrawal  of  the  United  American  Lines 
last  week.     Mr.  Love  expected  to  remain  in  New  York  several 
days   to   work   out    the   details    of   the  re-establishment   of   the 
conference.     The  conference  will  be  reorganized  on  a  somewhat 
different  basis  than  formerly,  Mr.  Love  said,  so  that  instead  of 
i  one    body    controlling    rates    to    French,    German,    Belgian    and 
i  Dutch  ports,  the  French  lines  would  remain  separate  and  that, 
i  further,   the  German  lines  may  be  set  apart  from  the  Belgian 
1  and  Dutch.     It  is  believed  this  arrangement  would  simplify  the 
Irate  problems  which  confront  the  conference  from  time  to  time. 
The   United   American   Lines   withdrew  from  the   rate   con- 
'iference  because  of  a  disagreement  as  to  rates  on  provisions. 


SHIP   SUBSIDY  LEGISLATION 

The   Traffic   World   Washington  Bureau 

The  National  Merchant  Marine  Association,  in  resolutions 
adopted  at  the  closing  session  of  its  convention  this  week,  ap- 
proved the  recommendations  of  President  Harding  to  Congress 
on  ship  subsidy  legislation.  The  resolutions  were  submitted  to 
President  Harding  by  a  delegation  representing  the  association. 

Sale  of  Shipping  Board  vessels  to  private  owners  as  soon 
as  possible  also  was  urged  in  the  resolutions.  The  association 
also  declared  in  favor  of  trade  routes  established  by  the  board 
being  maintained.  Shipping  Board  vessels  should  be  repaired 
and  reconditioned  in  private  shipyards  rather  than  government 
navy  yards,  the  association  stated  in  the  resolutions. 

Approval  also  was  given  to  the  President's  recommendation 
that  seagoing  officers  and  men  of  the  merchant  marine  be  en- 
rolled in  a  naval  reserve. 

Before  President  Harding  left  March  8  for  a  short  vacation 
in  Florida  it  was  said  at  the  White  House  officially  that  he 
expected  the  ship  subsidy  bill  to  pass  Congress.  The  President 
was  said  to  believe  that  the  country  and  Congress  are  back  of 
the  bill.  It  was  said  further  that  no  opposition  to  the  ship 
subsidy  program  had  been  communicated  to  the  President. 


POWELL   EXPLAINS    BOARD   FINANCES 

The  Shipping  Board  has  liquidated  $20,373,000  of  its  assets. 
It  has  reduced  its  personnel  by  3,302,  saving  $5,290,000  on  pay- 
rolls. $1,324,000  on  caretakers  reduced  its  operating  costs  by 
$900,000  a  month,  reduced  its  insurance,  repair,  voyage  and  lay-up 
costs  materially  as  well  as  its  general  administrative  expenses  m 
(he  past  six  months.  President  Joseph  W.  Powell,  of  the  Emerg- 
gency  Fleet  Corporation,  on  the  eve  of  his  retirement  from  active 
service  March  3,  made  the  announcements. 

For  the  first  time  the  voyage  expenses  appear  to  be  going 
from  the  loss  side  of  the  ledgers  and  in  February  it  is  expected 
the  revenues  will  be  larger  than  the  expenses,  he  said. 

Detailing  the  progress  made  in  liquidation  since  his  assump- 
tion of  office  last  August,  Powell  said  that  on  laid-up  ships, 
which  had  increased  from  950  to  1,278,  a  saving  of  $1,324,000 
had  been  made;  ships  sold  for  $5,000,000,  houses  for  $6,073,000, 
surplus  materials  for  $5,000,000,  and  securities  and  mortgages 
for  $4,300,000,  a  total  gain  of  over  $20,000,000. 

Operation  of  ships  for  voyage  expenses  were  reduced,  he 
said,  from  $1,896,000  in  July,  1921,  to  $934,000  in  January,  1922. 
Repairs  and  betterments  costing  $1,467,000  last  July  cost  only 
$950,000  in  January,  even  though  thirty  ships  were  broken 
out  and  repaired  for  the  Russian  grain.  Insurance  on  ships, 
Powell  said,  had  dropped  from  $578,000  in  July  to  $416,000  in 
January,  while  expenses  for  lay-up  fell  off  $139,000  during  the 
six  months.  Administrative  expenditures  during  the  past  month 
had  dropped  from  $906,000  to  $678,000,  he  said.  Total  expenses 
in  December  were  $4,137,000  and  for  January  were  $3,445,000, 
a  saving  of  $692,000. 

One  commission  for  the  Shipping  Board  still  remains  for 
Powell  to  execute,  the  survey  of  the  thirty  former  German  ships 
for  the  board,  most  of  which  are  now  docked  in  Philadelphia. 
With  a  staff  of  experts  he  will  soon  examine  these  vessels  to 
determine  which  should  appear  to  be  advisable  for  the  board  to 
recondition  with  a  view  to  offering  them  for  sale.  Those  that 
are  no  good  will  be  weeded  out  and  on  those  found  to  warrant 
reconditioning  estimates  will  be  required  for  their  refitting. 

Announcement  was  made  that  the  contracts  with  pioneer 
purchasers  of  Shipping  Board  dry  docks  were  all  canceled. 
Contracts,  or  the  docks  themselves,  will  soon  be  advertised  for 
sale  to  the  original  holders  of  the  contracts.  These  docks  cost 
an  average  of  $900,000  each,  but  will  not  bring  more  than  $350,- 
000  today,  it  was  estimated.  All  are  10,000-ton  docks  on  the 
Atlantic  and  Gulf  coasts,  some  of  them  being  at  Bethlehem, 
Norfolk,  New  Orleans,  New  York,  Perth  Amboy,  Mobile,  Gal- 
veston,  Jacksonville  and  Weehawken. 

In  a  letter  to  Representative  Wood,  Mr.  Powell  corrected 
a  misapprehension,  as  he  said,  of  newspaper  reporters  with 
whom  he  had  been  speaking,  the  misapprehension,  he  said, 
taking  the  form  of  assertion  that  the  Board's  ships  were  earning 
a  net  income  of  $100,000  a  month.  They  are  not.  In  his  letter, 
he  said. 

The  reporters  completely  misunderstood  me,  for  the  article  as  it 
appeared  would  make  it  seem  that  the  operations  of  the  Fleet  Cor- 
poration showed  a  profit  of  $100,000  for  the  month  of  February, 
whereas  a  deficit  in  operations  had  been  the  case  theretofore.  As  a 
matter  of  fact,  all  I  meant  to  convey  was  that  we  had  sent  operators 
$100.000  less  in  cash  during  the  month  than  they  had  paid  us,  and  this 
merely  referred  to  the  manner  in  which  we  were  husbanding  our  cash 
and  keeping  careful  check  on  the  outlays  by  operators,  not  permitting 
them  to  keep  swollen  balances  in  trust  funds.  This  very  thing  has 
happened  often  before,  and  has  no  relation  to  the  operating  showing 
of  the  month.  As  a  matter  of  fact,  as  both  Mr.  Lasker  and  I  repeat- 
edly testified  before  your  appropriations  subcommittee,  the  Shipping 
Board  is  losing  between  $3.000,000  and  $4,000,000  per  month.  Regardless 
of  bettering  conditions  which  now  exist  in  freights,  the  loss  of  the 
Shipping  Board  for  some  time  to  come  will  continue  constant  at  the 
approximate  $4,000,000  figure,  because  vast  sums  are  being  paid  out 
at  the  present  time  for  insurance  due  from  the  past,  of  which  we  knew 
nothing  until  within  the  last  two  weeks.  Yesterday  Mr.  Lasker  paid 
out  $2,000,000  for  P.  &  I.  insurance  due  from  prior  periods  to  the 
present  board's  incumbency,  of  which  no  record  existed  and  of  which 
no  knowledge  came  to  the  Board  until  two  weeks  ago.  Also,  during 
the  period  between  August  and  January,  when  freights  were  scarce 
and  rates  soft,  very  little  work  was  done  on  the  tied-up  fleet,  because 
Mr.  Lasker  desired  to  husband  the  cash  resources  of  the  Shipping 
Board  so  as  to  come  within  the  limitations  of  appropriations.  It  is 
for  that  reason  that  the  expenditures  on  the  tied-up  fleet,  referred  to 
in  the  article  attached,  were  so  low,  operating  as  we  were  a  lesser 
number  of  ships  than  we  had  been,  and  having  taken  out  at  first  the 
best  ships. 

From  now  on  there  will  be  comparatively  large  expense  in  repairs 
in  further  ships  we  take  out  of  tie-up  and  in  putting  necessary  recon- 
ditioning into  some  of  the  tied-up  ships.  AH  this  was  deferred  during 
the  period  when  voyage  losses  were  so  great;  but,  now  that  conditions 
are  better  and  voyage  losses  will  be  lessened,  repairs  to  the  tied-up 
fleet  can  no  longer  be  deferred.  For  this  reason  the  loss  will  be  con- 
stant at  around  $4,000.000  a  month,  as  testified  to  by  Mr.  Lasker  and 
myself.  In  other  words,  during  those  periods  when  voyage  losses  are 
great,  we  cannot  do  necessary  repairs  to  the  tied-up  fleet.  Whenever 
we  get  relief  from  voyage  losses,  the  tie-up  fleet  is  repaired.  So  that 
according  to  this  policy  of  Mr.  Lasker's,  the  Fleet  Corporation  will 
keep  within  appropriations,  keep  trade  routes  going,  and  keep  its  tied- 
up  fleet  in  condition. 

Permit  me  further  to  call  to  your  attention  that  while  it  is  true  as 
the  article  states,  that  we  have  liquidated  some  $20.000,000  worth  of 
assets  since  the  new  Board  came  into  office,  only  $7,045,490  has  been 
collected  on  same,  of  which  $1,500,000  came  in  last  week.  The  balance 
of  the  moneys  on  liquidated  items  are  due,  either  in  part  before  July 
first  next  to  extend  over  long  periods.  A  careful  estimate  made  yes- 
terday, which  was  submitted  to  me  last  night,  would  inidcate  that  the 
amount  that  we  can  surely  count  upon  to  be  realized  in  cash  from 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  House  Broker*,  Forwarding 
and  Clearing  Houte  Agent* 

LAREDO,  TEXAS 

Branch**  in  all  Principal  Citio*  In  th«  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


HOUSTON 


Houston's  wharves  are  busy. 

Take  January  as  an  example. 
63  arrivals  and  departures. 

Where  were  they  to  and  from? 

I  NGLAND  Ml  XICO 

G  E  R  M  \  N  \  PACI  FIC  COAST 

\\KST  INDIES 

They   handled   14(341   tons  of  frriiht. 

The  Port  of  Houston  U  itw  distributing-  e*nUr  of  the  Southwest. 

Sixteen  rail  routes  radiate  tram  Hoiulon  and  iu  Port. 


U   fifty   mUtf  lone  and  hu  a  promt 
depth  of  thirty  feet  fur  twenty-live  mile*,  twenty-five  f 


The   Houston   Ship  Channel 

feet  for  remainder 

of  distance  with  a  bottom  width  of  110  to  250  feet.  Work  U  now  In 
proem*  to  laeraaM  it  to  a  depth  of  thirty  feet  and  bottom  width  of 
1(0  to  160  feet  full  lencth.  The  United  States  Government  and  the 
people  of  Houston  have  already  appropriated  the  sum  of  110.000.000.00 
toward  the  construction  of  thit  waterway  and  the  present  work  will 
require  a  million  more. 

The   City   of    Hotuton   ha*   expended   the   .urn   of  M.017.000.00    for 
the  soastrarUaa  at  duck.,  warehouses  and  Municipal   Railway   to  serve 
the    port.     There   are    forty-ave    Industries    located    on    this    waterway. 
repiMntinar  sn  investment  in  physical  properties  of  W5.000.000.00  and 
employing  (.000   persons.    There  are  fourteen  oil   refineries   located  on 
the  Channel,    those   already    In   operation   being    fed   by   pipe   lines    from 
Texas.  Oklahoma  and  Louisiana  Oil  Fields. 
Mr.  Traffic  man.  could   not  Houston  serve  your  business  T 
Why    not    iavssticatr  T 

Aaaress    the 

01  HECTOR  OF  THE  PORT.  City  Hall.  Houston.  Texan 
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liquidation  between  now  and  July  Hist,  will  he  approximately  $25,000.- 
000,  as  stated  In  our  testimony  before  your  committee.  There  is  a  vast 
difference  between  cash  received  from  liquidation  before  July  flrst  and 
amount  of  goods  liquidated,  which  are  sold  for  part  cash  and  part  on 
long  time. 


augural  meeting  of  the  Traffic  Club  of  Philadelphia,  held  at  the 
Bellevue-Stratford  Hotel,  March  13. 


LIVE  STOCK  FOR  SPAIN  VIA  MOBILE 
A  movement  of  horses  and  mules  for  Barcelona,  Spain, 
through  the  port  of  Mobile  is  to  be  made  in  the  S.S.  "Atlanter 
Havet"  handled  by  Page  &  Jones.  There  has  been  a  movement 
of  horses  and  mules  from  this  country  to  Barcelona  but  this  is 
the  flrst  shipment  through  the  port  of  Mobile.  The  stock  is 
being  bought  at  St.  Louis  and  vicinity  and  the  fodder  for  the 
animals  is  also  coming  from  the  St.  Louis  territory. 


RAILROAD-STEAMSHIP  CONTRACTS 
President  H.  E.  Byram,  of  the  Chicago,  Milwaukee  &  St. 
Paul,  commenting  on  the  order  of  the  Shipping  Board  that  his 
line  and  the  Great  Northern  abrogate  agreements  with  Japanese 
steamship  lines,  said  that,  although  the  inclination  of  the  St. 
Paul  road  was  to  disregard  the  order,  the  board  did  not  require 
an  answer  until  July  1. 

"More  than  three  months  intervene  between  now  and  the 
date  set  for  an  answer,"  he  said.  "That  is  plenty  of  time  in 
which  to  consider  the  situation  at  length.  We  shall  make  no 
announcement  until  shortly  before  that  date." 


Personal  Notes 


George  W.  Cole,  'formerly  with  the  traffic  department  of 
the  Lehigh  Portland  Cement  Co.,  at  Chicago,  has  been  ap- 
pointed traffic  manager  for  the  Sandusky  Cement  Co.,  at.  Cleve- 
land. 

Frank  'H.  Standifer  has  been  appointed  general  agent  for 
the  Louisville  &  Nashville,  at  Sheffield,  Ala. 

George  W.  Oliver,  railroad  analyst,  has  become  affiliated 
with  Arthur  Anderson  &  Co.,  certified  public  accountants,  Chi- 
cago. He  will  have  charge  of  their  railroad  department. 

W.  T.  Hudson  has  been  appointed  manager  of  the  newly 
organized  traffic  bureau  of  the  Credit  Clearing  House,  at  New 
York. 

J.  K.  More,  formerly  associated  with  the  Corporation  Com- 
mission of  Oklahoma,  has  been  elected  secretary-manager  of  the 
Oklahoma  Traffic  Association,  Oklahoma  City,  succeeding  H.  D. 
Driscoll,  who  resigned  to  enter  the  practice  of  law,  at  Okla- 
homa City. 

C.  H.  Easum,  traffic  manager  for  the  Mississippi  Lime  & 
Material  Co.,  formerly  with  the  Illinois  Central,  died  at  his 
home  in  Alton,  111.,  March  3. 

W.  M.  Penick  has  been  appointed  assistant  general  freight 
agent  for  the  Illinois  Central,  northern  and  western  lines,  at 
Chicago. 

William  Haywood  has  been  appointed  general  freight  agent 
for  the  Illinois  Central,  Yazoo  &  Mississippi  Valley  and  Chicago, 
Memphis  &  Gulf  railroads,  at  Chicago. 

E.  W.  Owen  has  been  appointed  traffic  manager  for  the  south- 
ern Cypress  Manufacturers'  Association,  at  New  Orleans,  suc- 
ceeding E.  W.  McKay,  who  was  promoted  to  secretary-manager. 

H.  R.  Myers  has  been  appointed  traveling  freight  and  pas- 
senger agent  for  the  Illinois  Central,  at  Jackson,  Tenn.,  suc- 
ceeding O.  F.  Redd,  who  has  been  transferred  to  Baton  Rouge, 
La. 


DOINGS   OF   THE   TRAFFIC   CLUBS 

A  moving  picture  entitled  "The  Lost  Million,"  illustrating 
waste  resulting  from  improper  packing  and  handling  of  freight, 
was  shown  to  the  members  of  the  Traffic  Club  of  Chicago  and 
the  Chicago  Shippers'  Conference  Association,  March  7.  T.  A. 
Ward,  of  New  York,  made  a  short  talk.  The  annual  election 
of  officers  of  the  Traffic  Club  of  Chicago  will  take  place  March 
28.  J.  A.  Brough,  traffic  manager  for  the  Crane  Company,  has 
been  nominated  for  president. 


William  Sproule,  president  of  the  Southern  Pacific  System, 
will  speak  on  the  subject  of  "The  Present  Phenomena  of  High 
Costs,"  before  the  Pacific  Traffic  Association,  March  7,  at  the 
Commercial  Club,  San  Francisco.  W.  R.  Alberger,  vice-presi- 
dent and  general  manager  of  the  San  Francisco  &  Oakland  Term- 
inal Railroad,  will  speak  on  "Goat  Island  as  a  Railroad  Terminal, 
and  Some  Interesting  Facts  on  Street  Railroading."  • 


Captain  St.  Clair  Street  t,  of  the  Aviation  Corps,  U.  S.  Army, 
gave  an  interesting  lecture  on  aviation,  accompanied  by  motion 
pictures,  before  the  York,  Pennsylvania,  Traffic  Club,  at  the  high 
school  auditorium,  March  9. 


R.  A.  Davis  has  been  elected  secretary  of  the  Railway  Traffic 
Club,  of  Springfield,  111.,  succeeding  M.  C.  Lauterbach. 

The  Philatra  Traffic  Association  of  Philadelphia,  an  organi- 
zation composed  of  traffic  managers  and  directors,  has  elected 
the  following  officers:  President,  C.  J.  McGinty;  vice-president, 
William  C.  Ewing;  secretaries,  J.  J.  Coburn,  Jr.,  and  C.  J.  Ras- 
bold;  financial  secretary,  E.  Schneeweiss;  representatives,  D.  W. 
Seitzinger,  George  Wolf,  J.  A.  Fulton,  C.  H.  Wolf,  and  George 
Dallison. 

Frank  T.  Riley,  freight  agent  for  the  Michigan  Central,  has 
been  elected  president  of  a  new  traffic  organization,  founded  in 
Jackson,  Michigan,  March  6,  to  be  known  as  the  Jackson  Trans- 
portation Club.  Other  officers  are  as  follows:  vice-president,  J. 
J.  Lynch,  traffic  manager,  Hayes  Wheel  Co.;  secretary,  J.  C. 
Graham,  traffic  manager,  Chamber  of  Commerce;  treasurer,  W. 
R.  Klien,  chief  clerk,  Michigan  Central;  directors,  G.  B.  Hunt, 
general  freight  &  passenger  agent,  Michigan  United  Railways  Co.; 
Warren  Zerby,  traffic  manager,  Earl  Motors,  Inc.;  M.  S.  Hatch, 
ticked  agent,  Michigan  Central.  The  new  club  has  75  members. 

R.  S.  Binkerd,  assistant  to  the  chairman  of  the  Association 
of  Railway  Executives,  was  the  speaker  at  the  open  forum 
meeting  of  the  Traffic  Club  of  the  Cincinnati  Chamber  of  Com- 
merce, held  at  the  Sinton  Hotel,  March  10.  His  subject  was, 
"Bringing  the  Railroad  Situation  Back  to  Normal." 

The  following  officers  were  elected  by  the  Transportation 
Club  of  Peoria  at  its  annual  meeting,  held  at  the  Jefferson 
Hotel,  February  28:  President,  G.  I.  Sweney;  vice-presidents, 
N.  M.  Love  and  O.  F.  Becker;  secretary-treasurer,  O.  B.  Eddy; 
directors,  G.  A.  Smith,  B.  C.  Fitton,  E.  M.  Jones,  F.  B.  Martin, 
J.  F.  Hobin. 


John  S.  Fisher,  commissioner  of  banking,  Pennsylvania,  and 
Lafayette  P.  Temple,  of  Baltimore,  were  the  speakers  at  the  In- 


COMMISSION  ORDERS 

The  Commercial  Traffic  Managers  of  Philadelphia  were  per- 
mitted to  intervene  in  No.  6606,  supplemental  application  of 
Southern  Pacific  Company,  under  the  provisions  of  section  5  of 
the  act  to  regulate  commerce  as  amended  by  the  Panama  Canal 
act,  in  connection  with  its  ownership  of  Atlantic  Steamship 
Lines. 

The  New  Orleans  Joint  Traffic  Bureau  was  permitted  to 
intervene  in  No.  13410,  Texas  Chamber  of  Commerce  et  al.  vs. 
Abilene  &  Southern  et  al. 

The  Commission  has  amended  its  order,  entered  July  25. 
1921,  in  No.  9922,  Lake  Charles  Rice  Milling  Co.  vs.  Abilene  & 
Northern  et  al.,  by  changing  the  tenth  paragraph  to  read  as 
follows: 

It  is  further  ordered,  That  said  defendants,  according  as  they  par- 
ticipate in  the  transportation,  be,  and  they  are  hereby,  notified  and 
required  to  establish,  on  or  before  November  15,  1921,  upon  notice  to 
this  Commission,  and  to  the  general  public  by  not  less  than  30  days' 
filing  and  posting  in  the  manner  prescribed  in  section  6  of  the  inter- 
state commerce  act,  and  thereafter  to  maintain  and  apply  to  the 
transportation  of  rice  bran,  in  carloads,  from  Lake  Charles,  La.,  to 
points  in  Texas,  rates  which  do  not  exceed  by  more  than  4  cents  the 
contemporaneous  rates  from  Orange.  Tex.,  to  the  same  destinations, 
increased  as  authorized  in  Increased  Rates,  1920,  58  I.  C.  C.,  220. 

The  Omaha  Hay  Exchange  has  been  permitted  to  intervene 
in  No.  13237,  Kansas  City  Hay  Dealers'  Association  vs.  A.  T.  &  S. 
F.  et  al. 

Upon  petition  to  the  Commission,  the  Western  Stoneware 
Company  has  received  permission  to  intervene  in  No.  13277, 
American  Clay  Products  Co.  vs.  P.  R.  R.  et  al. 

The  Little  Rock  Grain  Exchange  was  permitted  to  intervene 
in  No.  13406,  Corporation  Commission  of  Oklahoma  vs.  Arkansas 
Railroad  et  al. 

The  complaint  in  No.  12158,  Frye  &  Co.  vs.  Great  Northern 
et  al.,  has  been  amended  by  making  the  Southern  Pacific  Com- 
pany an  additional  party  defendant. 

The  Commission  has  denied  defendants'  petition  for  rehear- 
ing in  I.  and  S.  No.  1303,  rates  to,  from  and.  between  points 
south  of  the  Ohio  River,  including  the  Mississippi  Valley,  re- 
lating to  the  portion  of  the  Commission's  report  in  Part  I  of 
that  proceeding,  64  I.  C.  C.  107,  134,  which  read  as  follows: 

The  present  flrst  class  rate  from  New  York  to  St.  Louis  is  $1.84. 
Applying  the  proposed  differential  on  first  class  from  New  York  over 
the  $2  rate  approved  from  Virginia  cities  to  Memphis  will  result  in  a 
rate  of  $2.25  from  New  York  to  Memphis.  The  disparity  on  other 
classes  will  be  relatively  greater.  Where  a  proportionately  greater 
spread,  Memphis  over  St.  Louis,  than  herein  found  proper  on  first 
class  will  result  because  of  a  disparity  in  percentage  relationship  of 
the  classes,  and  where  reasonable  necessity  therefor  exists  carload 
commodity  rates  should  be  established  from  eastern  territory  and 
Virginia  cities  to  the  Memphis  group  in  harmony  with  the  rates  from 
the  same  points  to  St.  Louis,  on  the  same  commodities,  whether  the 
latter  are  commodity  or  class  rates.  Similar  adjustments  should  he 
made  to  the  other  Mississippi  Valley  groups. 
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ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

M«NMfc«r*  kmuricmm  W  •**•*••*••••'•  AIMCMTJM  mt»4  \mmktm  CWin  *W  W*r«b«tuM 

B.  R.  &  P.  WAREHOUSE,  Inc. 


MUSKOGEE.  OKI*,  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Care  Distributed 

Railroad  Siding. 


Transcontinental  Rates  to  Pacific  Coast  Ports  and 
Ocean  Rales  to  Far  East  Reduced 

Write  a*  for  particular* 

A-  c-  SHERRARD.  M.n.,.r 
i  S4....W  At~...  C.m.i  B.A... 


Suit*  1M1.  14  Eaal  Jaeluon  Boul..«rd.  Chle.ro 
A,.nl.  Throut hout  Ih.  World.  Phone  Harriaon  1*41 

jg||i»Mi       N«w  Orl.«««       Seattle      SMI  Fr«n<i 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-Slate  Forwarding  Company 

Package  Cars  to  Mexico 

Package  can  arc  operated  daily  out  of  DalUi  to  Laredo  for 
Mcrican  point*.    Good*  convened  in  our  care  will  reach  thii  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rate*  furnished 

upon  application.     C*fTfTp"*«'<T"T  •elicited. 


Reduce  Damage  Claims 

by  nailing  your  boxes  and  crates  right.     Use  nails  of  the 

right  size,  spaced  to  suit  the  kind  and  thickness  of  wood 

used.    Our  pamphlet  on  nailing  tells  you  how.     It  is  free. 

Write  for  it. 

National  Association  of  Box  Manufacturers 

1S53  Conwajr  Building,  Chicago 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSON  VI LLEJ 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Pallattlphla 
1M  8.  Third  SU 

PltUbnrih 
HIT    OIlT.r    Buildinc 

H*T>nn*k.  Ga. 

niuh  Bank  A  Tmt 

U«    An«el«.    C.l 

417    Van    Noy.    Bldf 


New    V«rk 
41    Bro.dw.r 

QcnaiiWI 
J4»  Th«  Arc.d. 

O.kl.nd.    <•«!. 
Parr    Tmnlna! 
P»rlUnd,    Or*. 
Ml    Till.   A   Tnut   Bld(. 


14*1    L.   C.   BMltk   Bide.,    8«*ttl«.    Wuh. 
R*MB    4»S    Elliratt    84.    Bld«..    Buff.lo.    N.    T. 


W.  J.  HARTMAN. 

73 Z    FEDERAL  ST. 
CHICAGO.  U.  S.  A. 


FREIGHT  RATES  FOR  SHIPPERS 


From  points  in  the  Eastern  Seaboard,  Central 
and  \fiddle  Western  Territories  to  Stations 
West  of  the  Mississippi  River,  also  Wisconsin, 
Illinois,  Indiana,  Ohio  and  Michigan,  as  well 
as  East  Bound  Class  Rates  from  Western 
Basing  Points  to  Stations  East  of  the  Indiana- 
Illinois  State  Line. 

A  reproduction  of  the  Class  and  Commodity 
Freight  Rates,  issued  in  loose  leaf  form  with 
a  monthly  distribution  of  revised  pages. 

A  RECORD  OF  RATES  THAT  EVERY  TRAFFIC  DEPARTMENT  NEEDS 

This  Publication  will  b«  sent  to  you  for  Innpection  without 
coat  or  obligation  if  we  are  given  the  privilege. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  tra  lie.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  t  o  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
Authorities  'n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re 
served  to  refuse  to  answer  in  this  department  any  question  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  0 
situation  too  complex  for  the  kind  of  investigation  herein  contemplat-d 
Address  Questions  and  Answers  Department. 

Corporation,  Colorado  Building,  Washington.  D   C 


Damages — Measure    of — Market   Value    at    Time    of    Arrival    and 

Not    at    Subsequent    Date    Covers    Liability    of    Carrier    for 

Injury  to   Goods 

Kentucky. — Question:  A  purchased  two  hundred  pounds  of 
leather  from  B;  A  is  the  manufacturer  and  B  is  the  wholesaler. 
The  transportation  company  accepted  for  shipment  the  two  hun- 
dred pounds  of  leather,  but  failed  to  deliver  to  B  the  entire 
shipment.  B  filed  claim  for  the  shortage  based  on  a  price  of 
$1.25  per  pound,  whereas  the  leather  was  sold  to  him  by  A  at 
$1  per  pound.  The  records  of  B  do  not  show  that  he  had  a 
sale  of  any  part  of  the  leather  at  the  time  the  shipment  was 
partly  delivered  or  within  three  weeks  thereafter.  However, 
three  weeks  from  the  date  part  of  the  shipment  was  received 
B  sold  40  pounds  of  * leather  at  $1.25  per  pound.  Should  the 
carrier  pay  for  the  leather  on  the  price  of  the  leather  which 
was  sold  three  weeks  from  the  date  it  was  delivered  to  the 
wholesaler  or  should  it  be  based  on  the  invoice  price  at  point  of 
origin? 

Answer:  The  market  price  at  time  of  delivery  and  not 
that  several  weeks  subsequent  thereto,  if  settlement  is  to  be 
made  on  that  basis,  will  govern  the  liability  of  the  carrier. 
Wabash  R.  Co.  vs.  Campbell,  76  N.  E.  (111.),  1.  Hendrick  vs. 
Boston,  etc.,  R.  C.,  48  N.  E.  835  (Mass.);  International,  etc.,  R. 
Co.  vs.  Young,  72  S.  W.  68  (Tex.);  Cleveland,  etc.,  R.  Co.  vs. 
Fatten,  67  N.  E. -804  (111.),  and  Missouri,  etc.,  R.  Co.  vs.  Mulkey, 
159  S.  W.  111.  (Tex.). 

In  the  absence  of  a  market  price  the  amount  of  recovery 
is  the  fair  and  reasonable  value  of  the  goods  at  destination  at 
time  of  arrival,  which  may  be  approximated  by  using  the  invoice 
price,  plus  freight  charges. 

Liability  of  Carrier  for  Injury  to  Goods  in  Transit 
Wisconsin. — Question:  On  April  10  we  billed  out  a  car  of 
malt  consigned  to  a  brewery  at  Philadelphia,  routed  via  the 
C.  M.  &  St.  P.-E.  J.  &  E.-B.  &  O.-P.  &  R.,  and  were  given  a  clear 
receipt  from  the  railroad  company.  It  seems  that  this  car  left 
Milwaukee  on  the  night  of  April  10  and  arrived  at  Roundout, 
which  is  the  junction  between  the  E.  J.  &  E.  and  St.  Paul,  and 
laid  at  Roundout  up  to  May  30.  If  you  will  recall,  this  was 
the  time  that  the  switchmen's  strike  began.  The  Milwaukee 
road  claimed  that  the  E.  J.  &  E.  would  not  accept  the  car  from 
the  St.  Paul  road  during  this  time  on  account  of  an  embargo 
placed  by  the  B.  &  O.  on  the  E.  J.  &  E.  While  this  car  was  at 
Roundout  a  leak  started  in  the  roof  of  the  car,  causing  the 
rain  to  come  in  and  damage  the  contents  of  the  car.  On  May 
30  the  car  was  turned  over  to  the  E.  J.  &  E.,  who  turned  same 
over  to  the  B.  &  O.  on  June  2.  It  was  in  the  hands  of  the 
B.  &  O.  from  June  2  to  June  11,  who  then  turned  it  over  to  the 
P.  &  R.  on  the  llth,  who  delivered  it  to  Philadelphia  on  June  25. 
When  the  car  arrived  at  Philadelphia  the  malt  was  in  a  damaged 
condition  and  consignees  refused  to  accept  same,  not  being 
able  to  use  this  damaged  malt.  The  P.  &  R.  Railroad  sold  out  the 
car  at  public  auction  and  some  time  later  forwarded  us  the 
proceeds.  We  filed  claim  on  the  Milwaukee  road  for  the  dif- 
ference between  the  proceeds  and  the  value  of  the  car  at  the 
time  it  was  shipped,  which  amounts  to  about  eleven  some  odd 
hundred  dollars. 

The  Milwaukee  road  claims  that,  inasmuch  as  this  strike 
could  not  be  avoided  on  the  part  of  their  service,  they  would  not 
be  liable  for  this  damage.  We.  however,  have  definite  informa- 
tion that  malt  shipped  by  us  at  this  time  and  also  several  weeks 
later,  was  handled  by  the  Milwaukee  road  via  the  same  road  and 
same  destination  and  arrived  at  Philadelphia  before  this  partic- 
ular car.  We  would  like  to  have  your  viewpoint  on  the  above. 

Answer:  Ordinarily,  a  strike,  unless  of  such  character  as 
to  be  beyond  the  control  of  the  civil  authorities,  will'  not  excuse 
a  carrier  from  liability  for  delay  to  freight.  The  strike  in  ques- 
tion not  being  such,  the  carrier  is  therefore  liable  for  any  dam- 
ages resulting  from  delay  to  the  shipment.  Apparently,  how- 
ever, the  cause  of  shipper's  loss  was  the  injury  to  the  contents 
of  the  car  which  resulted  from  the  leak  which  developed  in  the 
roof  of  the  car,  for  which  the  carrier  is  liable  in  damages  1o  the 
shipper. 

Claim— Notice  of,  for  Conversion  of  Shipment 

Pennsylvania.— Question:     In    May.    1918,    A    shipped    goods 


to  B  on  an  order  bill  of  lading.  The  sight  draft  and  original 
bill  nf  ladiiiL'  w.>n  lurwanled  lo  a  bank  in  the  city  in  which  I 
was  local  I'd.  but  same  was  not  lifted  by  B.  The  railroad  com- 
pany delivered  the  goods  to  B  without  instructions  from  ship- 
per'and  while  the  bill  of  lading  was  outstanding.  B  was  de- 
clared a  bankrupt  and  A  received  30  cents  on  the  dollar.  In 
August,  1921,  A  filed  a  claim  against  the  railroad  company  for 
the  balance  of  70  cents.  The  question  is  whether  under  the 
conditions  outlined  above  A  can  recover  because  of  the  lapse 
in  time  from  the  date  goods  were  shipped  to  the  date  claim 
was  filed.  Claims  for  loss,  damage,  delay  or  failure  of  delivery, 
according  to  conditions  on  bill  of  lading  must  be  filed  within 
six  months,  but  the  writer  is  of  the  opinion  that  this  particular 
case  does  not  come  under  this  clause. 

Answer:  Your  claim  against  the  carrier  is  one  for  conver- 
sion of  the  goods  in  question,  by  reason  of  the  carrier  having 
delivered  goods  shipped  on  an  order  bill  of  lading  without  re- 
quiring the  surrender  of  the  bill  of  lading.  Apparently  claims 
of  this  nature  do  not  come  within  the  exception  in  paragraph  2 
of  section  2  of  the  bi'l  of  lading  and  therefore  a  suit  at  this 
time  is  barred.  See  Georgia,  etc.,  R.  Co.  vs.  Blish  Milling  Co., 
241  U.  S.  190,  for  a  discussion  of  the  requirement  for  notice  of 
claim  in  the  bill  of  lading  and  particularly  as  applied  to  a  case 
of  conversion. 

Routing — Carrier  Liable  for  Misroute  in  Not  Turning  Shipment 
Over  to  Intermediate  Carrier  Where  Lines  Shown  in  Bill  of 
Lading  "Form  Through  Route 

Texas. — Question:  On  a  bill  of  lading  on  which  the  shipper 
designates  the  lines  over  which  the  shipment  is  to  move,  with- 
out specifying  the  junctions  and  where  the  lines  specified  form 
a  continuous  route  from  origin  to  destination,  are  the  carriers 
obligated  to  allow  only  the  lines  specified  to  participate  in  the 
haul  or  are  they  obligated  to  route  the  shipment  by  the  cheapest 
route  which  will  permit  of  each  of  the  specified  carriers  par- 
ticipating, but  will  cause  shipment  to  move  over  another  line 
or  lines  not  specified? 

The  specific  instance  at  hand  is  a  shipment  from  New  York 
to  Dallas.  Tex.,  on  which  the  bill  of  lading  specified  Lehigh 
Valley,  Wabash,  M.  K.  &  T.  and  upon  which  it  is  desired  to 
apply  the  rate  through  Memphis,  which  is  lower  than  the  rate 
through  St.  Louis.  In  order  that  this  may  be  done,  however, 
it  is  necessary  that  a  line  must  haul  the  shipment  from  some 
junction  of  the  Wabash  to  Memphis  and  another  transport  it 
from  Memphis  to  some  junction  on  the  M.  K.  &  T. 

Please  cite  any  decisions  of  the  Commission  that  may  touch 
on  this  case. 

Answer:  The  Commission  has  held  in  several  cases  that  a 
carrier  is  not  guilty  of  misroute  in  not  turning  a  shipment  over 
to  a  third  and  intervening  carrier,  when  the  shipper  specifies 
routing  via  a  carrier  which  in  connection  with  the  initial  carrier 
form  a  through  route  from  origin  to  destination.  See  McCaull- 
Dinsmore  Co.  vs.  C.  B.  &  Q..  48  I.  C.  C.  508,  and  Stebbins  vs. 
D.  L.  &  W..  42  I.  C.  C.  150. 

(1)      Interest  on  Overcharges:    (2)   Interest  on  Loss  and  Damage 

Claims 

Kansas. — Question:  A  matter  that  has  always  been  some- 
what vague  to  us  is  the  charging  of  interest  to  a  carrier  on 
delayed  payment  of  freight  claims. 

First,  on  straight  overcharge  claims:  Do  not  the  various 
rulings  say,  that  30  days  represents  a  reasonable  length  of  time 
for  investigation  and  payment  of  claims  of  this  nature,  and  that 
interest  is  chargeable  when  held  beyond  that  time? 

Second,  claims  against  carrier  when  shipper's  order  con- 
signment is  delivered  to  consignee  without  taking  up  shipper's 
order  lading;  consignment  is  delivered  to  consignee  at  destina- 
tion without  carrier  taking  up  shipper's  order  lading,  accepting 
consignee's  bond  from  a  bonding  company  in  lieu  thereof.  How- 
ever, before  consignee  takes  up  draft  at  the  hank  to  surrender 
the  lading  to  the  carrier  in  cancellation  of  the  bond,  he  fails 
in  business.  Shipper  then  files  claim  against  carrier  for  full 
amount  of  invoice,  plus  interest  from,  the  time  shipment  was 
delivered  to  the  date  his  claim  is  filed,  and  allowing  carrier  30 
days  in  figuring  interest  as  reasonable  length  of  time  in  which 
draft  should  have  been  taken  up  at  the  bank.  Is  shipper  also 
allowed  additional  interest  if  their  claim  is  not  paid  within  30 
days  after  filing? 

Answer:  (1)  Conference  Ruling  489  of  the  Interstate  Com- 
merce Commission  and  cases  cited  therein  express  the  opinion 
of  the  Commission  with  respect  to  interest  on  overcharges. 
(2)  As  to  interest  on  loss  and  damage  claims,  in  fairness 
to  a  shipper  a  carrier  should  pay  interest  where  he  withholds 
for  a  considerable  length  of  time  the  payment  of  a  just  claim. 
However,  as  it  is  only  through  suit  that  a  shipper  may  collect 
such  a  claim,  if  the  carrier  will  not  voluntarily  make  payment,  so 
interest  may  only  be  collected  through  suit,  if  a  carrier  will 
not  voluntarily  allow  it,  and  the  recovery  thereof  is  dependent 
upon  the  decisions  of  the  courts  and  statutory  provisions  of  the 
several  states. 

Shipper   Liable  for   Error  in    Marking   L.   C.   L.   Shipments 
New   York. — Question:     Is   there   any   ruling  which   relieves 


March  11.  1922 


THE    TRAFFIC     WORLD 


557 


INDIANAPOLIS,  IND.F 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  switching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Owned  «nd  operated  by  th.  tame  int»r..l«  ••  lh« 

J.  E.  McNamara  Construction  Company 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


General  Freight  Service  Association 

INCORPORATED) 

Transportation  and  Traffic  Specialists 

710-11-12  l.aclede  (,a*  Light   HIdK..  St.  Louim  Mo. 

Write  for  list  of  clients  who  will  advise  you  of  our 
prompt  and  efficient  service  in  securing  refund  of  over- 
charges in  paid  freight  bills  and  settlement  of  loss  and 
damage  claims.  We  secure  results  after  others  have 
failed. 

A  trial  of  pur  service  will  make  you  a  permanent  and 
>atisfied  client. 

We  handle  business  from  all  parts  of  the  United  States, 
id  for  descriptive  circular  of  our  complete  service. 

Reference:       Union   Station   Trust  Co,  St.   LouiH.   Mo. 


REGULAR  SERVICES 
FREIGHT  and  PASSENCIR 


BM.TIMOU 


fORTLAND.  MI 


OUEDOTOWN 
r*LY  MOUTH 
LONDON 
LONDONDCKBY 
CHUtaOURC 


BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  mat  «»»«»(  fnlgkl  5fctf.rn.nl.  S.llrtl.J 

COMPANY'S  OPFICatS.  Cmmmea  ••HtflBf .  CHICAGO 

3.  W.  Cer.  D.«.».r.J  aad  RaMUIaA  Su.  T.l.phon.  CentraJ  SOM 


NOSA  LINE 


MeeMkle  SeJBnce  <e  frlm  atji I  Pert. 

W«(  Cout,  South  America— Direct  Service 
Monthly  Freight  and  Pmmmngtr  Sailing* 

Lavward  and  Windward  Iilandi,  VencBucla.  Curacao 

aad  Colombian  Peru 

Three  week  freight  Hulinfi 

Halt  ten.  Dominican  and  Cuban  South  34<U  Pert* 


far  ttrlifmiari  fffrt 

•04  II  Oieaa  a  Cranat   Bid*..  New  Orleaaa.  U 
Mew  Yark  Otkai  li  Haavrar  St.        Ckkaaa  O*V»    M*  alar. 

"O1IIII.M* 


qtwtu  >M< 


IMe>v  Orleans   &. 
SoutH    American  S.S.  Co. 

IIHC  O  RPORAXED 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 

via  HAVANA, 
PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Callinf  at  La  Libel-tad.  Acajutla,  San  Joee  d«  Guatemala,  Manzanillo 

Baltimore  and  Norfolk  Ea.tbound 

SJ.  COLOMBIA  fail*  from  Nrw  York  March  ISIft 
S3.  SANTA  ANA  toili  from  San  Francitco  April  lit 

Sailinga  about  every  18  day*  thereafter 
All  New  York  Sailing  from  Pier  33,  Atlantic  Terminal,  Brooklyn 

PANAMA  SERVICE 

B«t  w«M>n  San  Francisco,  Lo»  An f« let,  Mexico.  Central  America  and 
Canal   Zone. —  Sailing*  about  every  22  days. 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanover  Square,  New  York  508  California  St.,  San  Francisco 

503  So.  Sprinf  St..  Alexandria  Hotel.    Loe  AnfeU. 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

San  Franciaco  to  Honolulu.  Yokohama,  Kobe.  Shanghai, 
Manila,  Hongkong 

t 

Passenger  and  Freight  Sailing*  by  New  and  Luxurious  U.  S. 
Shipping  Board  Linen: 

S.S.  Golden  State  sails  .  .  March  25th 
S.S.  Empire  State  sails.  .  .  April  19th 
S.S.  Hoosier  State  sails  .  .  .  May  13th 

and  approximately  every  24  day*  thereafter. 

r/krouf  A  kill*  of  faaVnf  iuutd  lo  artjfrom  point  i  ktyonj  porli  of  call 
for  ntt»  aad  otaer  ialoreutioa  apply  to  any  railroad  or  tourist  afary.  or  to 

PACinC  MAIL  STEAMSHIP  CO. 

M*  California  St.,  San  Franciaco 

I*  Hano*er  Square.  N.  Y. 

M  So.  Spring  St..  Aleiandrla  Hotel.   Lot  An,. I.. 
M«n.»in»  AfenUt  U.  S.  Shlppin,  Board 


Baltic    Scandinavian 

FAST    FREIGHT    SERVICE 

TO 

Danzig,    Libau,    Reval    and    Helsingfors 

Other  Baltic-Scandinavian  PorU  as  Cargo  Offers 
U.  S.  S.  B.  A-l  Steel  Steamers  Carrying  U.  S.  Mail 

FROM  PHII.ADI.LPHIA 
S.  S.  Rockaway  Park      ....  Sailed 

S.  S.  Eastport I-ate  March 

1  ROM   NKW  YORK 
S.  S.  Rockaway  Park      ....  *viile<l 

•>   ^    l.astport Late  March 

(Now  Receiving  Pier  it,  Brooklyn) 

Through  Bills  of  lulling  to  all  Haiti,  .mil  Sc.inilinavi.m  I 
Whtn  ihipping  to    Baltic- Scandinavian    Port*    tpecify 

SUSQUEHANN A 
Steamship  Company,  Inc.    *-»^^lV 

2  Stone  Street   rw.  t*^t  tnm  itu  s   New  York  City 
S.  L.  BURGESS  &  CO.,  Agents 

928  Lafayette  Bldg.    ">en.  Umb.,dz»72    Philadelphia,  Pa. 
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the  express  company  of  liability  where  a  package  is  presented 
to  them  erroneously  addressed  and  for  which  they  furnish  the 
shipper  signed  receipt  showing  correct  name  of  the  consignee 
and  destination,  when  a  package  is  forwarded  by  the  express 
company  to  the  incorrect  destination  as  per  marking  on  the 
package? 

Answer:  Under  Conference  Ruling  433  and  cases  cited 
therein  a  shipper  must  bear  the  burden  of  the  resulting  freight 
charges  where  the  package  is  incorrectly  addressed,  even  though 
th  bill  of  lading  or  express  receipt  shows  the  proper  address. 

Alternative  Rates — Combination  Rates 

Illinois. — Question:  A  shipment  moving  from  an  eastern 
point  of  origin  to  a  point  of  destination  west  of  the  Mississippi 
River  is  assessed  a  rate  made  up  of  combinations  to  and  from 
the  Mississippi  River;  the  eastern  factor  is  a  straight  class  rate, 
while  the  western  factors  prevailing  consist  of  class  and  com- 
modity rates  in  one  tariff,  the  alternative  clause  applicable,  also 
another  class  tariff,  carrying  class  rates  lower  than  the  class  or 
commodity  rates  as  normal  in  the  conflicting  tariff  without  any 
restrictions  as  to  its  applicable  jurisdiction.  The  contention  is 
that  under  the  provisions  of  rule  5,  Tariff  Circular  18-A,  the 
lowest  combination,  via  route  shipment  moves,  is  lawful  con- 
struction, and  further,  inasmuch  as  there  is  no  through  rate  from 
point  of  origin  to  destination,  the  adherence  to  the  commodity- 
versus-class-rate  rule  does  not  operate  to  exclude  the  use  of 
class  rates,  where  one  of  the  tariffs  carries  a  commodity  rate 
from  a  basing  point  On  the  other  hand,  it  is  held  that  com- 
modity rule  must  be  adhered  to  and  that  the  lower  class  rate 
carried  in  another  tariff  cannot  be  used.  As  neither  the  eastern 
or  the  western  tariffs  are  within  the  complete  jurisdiction  of 
the  traffic,  it  is  assumed  that  the  contention  of  claimant  is 
within  reason  and  valid. 

Answer:  So  far  as  rule  5-c,  Tariff  Circular  18-A  is  con- 
cerned, the  proper  interpretation,  as  we  understand  it,  is  that 
in  the  absence  of  a  joint  through  rate  from  origin  to  destination, 
or  a  specific  provision  for  constructing  same,  the  lowest  com- 
bination of  "applicable"  rates  must  be  used.  The  establishment 
of  a  commodity  rate  removes  the  application  of  the  class  rate 
on  that  commodity  between  the  same  points,  except  in  so  far 
as  the  alternative  use  thereof  may  be  authorized  in  sectional 
tariffs.  If,  therefore,  the  establishment  of  a  local  commodity 
rate  removes  the  application  of  the  local  class  rate  from  the 
combination  basing  point  to  destination,  and  there  is  no  pro- 
portional class  or  proportional  commodity  rate  available,  the 
lowest  combination  from  origin  to  destination,  within  the  mean- 
ing of  this  rule,  would  be  the  rate  to  the  basing  point  and  the 
local  commodity  rate  beyond. 

Where,  however,  the  combination  basing  on  the  Mississippi 
River  is  a  class  rate  to  the  river,  and  in  determining  the  factor 
west  thereof,  we  must  give  consideration  to  a  local  class  rate, 
also  a  tariff  containing  both  class  and  commodity  rates,  we 
must  hark  back  to  the  classification  rule,  that  the  establishment 
of  a  commodity  rate  removes  application  of  the  class  rate,  except 
in  so  far  as  their  alternative  use  is  authorized.  In  this  case  the 
local  tariff  is  eliminated  entirely,  and  the  class  rates  in  the  other 
tariffs  are  eliminated  also,  except  where,  by  use  of  the  alternative 
rule,  the  class  rate  may  be  permitted  to  supersede  the  commodity 
rate.  In  this  case  we  would  have  then  the  class  rate  to  the 
river,  and  the  factor  west  would  be  the  commodity  rate,  unless 
the  tariff  containing  the  commodity  rate  provided  the  class  rate 
could  be  used  when  lower.  This  rule  permits  commodity  rates 
to  take  jurisdiction  over  the  entire  field,  for  "the  establishment 
of  a  commodity  rate  removes  the  class  rate,"  etc.  If  any  con- 
cessions are  to  be  made  so  that  class  rates  may  apply,  these 
concessions  must  be  made  by  the  commodity  tariff,  hence  the 
rule,  "except  in  so  far  as  their  alternative  use  is  authorized." 

Of  course,  in  those  cases  where  no  commodity  rate  has  been 
established,  then  we  would  have  a  conflict  of  class  rates,  and 
under  Conference  Rules  50,  70  and  104,  the  first  established 
would  remain  the  lawful  rate  until  canceled. 

The  above  should  not  be  confused  with  a  situation  where 
proportional  rates  are  published  from  the  basing  point  to  des- 
tination, or  from  origin  to  basing  point.  Proportional  rates  do 
not  conflict  with  flat  or  local  rates.  The-  establishment  of  a 
local  commodity  rate  does  not  remove  the  application  of  pro- 
portional class  rates,  unless  published  in  the  same  tariff  and 
under  an  alternative  section,  as  in  Boyd's  'Tariff  1-series,  ap- 
plying from  East  St.  Louis  to  Kansas  City,  on  business  origi- 
nating east  of  the  Illinois-Indiana  state  line,  etc. 

Refund  of  Overcharge  Under  Sligo  Iron  Store  Case 

Minnesota. — Question:  During  the  period  of  federal  control 
a  considerable  amount  of  coke  moved  into  our  plant  at  Minne- 
apolis from  West  Virginia  mines  on  combination  rate  over  Man- 
istique.  On  all  of  this  coke  we  paid  charges  based  on  the  sum 
of  the  local  rates  to  and  from  Manistique. 

The  Soo  Line  tariff  in  effect  at  that  time  carried  a  rule  which 
provided  for  a  system  of  constructing  combination  rates,  the 
purpose  and  intent  of  which  was  to  effect  but  one  maximum 
increase  on  such  movements.  The  tariff  east  of  Manistique  car- 
ried no  such  provision.  This  situation  was  the  subject  of  an 


Interstate  Commerce  Commission  decision,  No.  11154,  entitled 
Sligo  Iron  Store  Company  vs.  Western  Maryland  Railway  Com- 
pany, in  which  It  was  held  that  where  one  of  the  tariffs  used  in 
making  combination  rates  on  through  shipments  contains  the 
rules  that  such  rates  would  be  subject  to  the  increase  but  once, 
there  is  a  holding  out  to  the  shipper  of  the  rate  so  constructed 
which  the  carriers  should  protect.  We  accordingly  filed  claim 
for  a  refund  based  on  this  decision. 

The  United  States  Railroad  Administration  has  refused  to 
consider  this  claim  because  it  was  not  filed  before  March  1,  1921. 
They  take  the  position  that  the  claim  is  for  reparation  and  not 
for  straight  overcharge. 

Our  idea  of  this  decision  is  that  it  is  nothing  more  or  less 
than  an  interpretation  of  this  tariff,  and  claims  filed  under  it 
would  be  straight  overcharge  claims  and,  therefore,  not  subject 
to  the  two-year  limitation. 

Answer:  In  our  opinion  your  view  that  excess  charges  as- 
sessed under  circumstances  similar  to  those  in  the  Sligo  Iron 
Store  case  are  overcharges  and  may  be  refunded  without  an 
order  from  the  Commission  is  correct.  In  the  Sligo  case  the 
Commission  found  that  the  rate  of  $8  which  the  complainant 
contended  was  applicable  was  not  unreasonable,  but  that  the 
shipments  were  overcharged  to  the  extent  charges  in  excess  of 
that  rate  were  assessed  thereon. 

Suits— Time  Within  Which  to  File 

Ohio.— Question:  Please  advise  if,  in  your  interpretation, 
all  suits  against  the  Railroad  Administration,  where  the  cause  of 
action  arose  because  of  loss  or  damage  during  federal  control, 
could  have  been  filed  up  to  and  including  February  28,  1922. 

For  instance,  if  a  shipment  had  been  damaged  January  5, 
1919,  and  claim  filed  within  the  six  months'  period,  could  suit 
be  brought  after  two  years  and  one  day  from  January  5,  1919, 
but  prior  to  February  28,  1922?  In  other  words,  the  two  year 
and  one  day  period  ended  January  6,  1921,  could  suit  have  been 
brought  between  that  date  and  Februay  28,  1922? 

Answer:  While  in  the  Decker  case,  55  I.  C.  C.  453,  the  Com- 
mission found  the  former  provisions  of  the  uniform  bill  of  lading 
to  be  unreasonable  and  prescribed  provisions  which,  in  a  modi- 
fled  form,  are  now  carried  in  the  bill  of  lading,  in  the  case  of 
Leigh  Ellis  &  Co.  vs.  Davis,  agent,  274  Fed.  443,  affirmed  in  276 
Fed.  400,  it  was  held  that  a  suit  covering  a  shipment  made  under 
a  bill  of  lading  containing  the  provision  that  suit  must  be  insti- 
tuted within  two  years  and  one  day  after  delivery  was  barred,  if 
not  brought  within  that  time.  This  case  is,  however,  now  before 
the  Supreme  Court  of  the  United  States  on  writ  of  error. 

Storage — Carrier  Unable  to  Deliver  Has  Right  to  Store  at  Own- 
er's Expense 

Maryland. — Question:  We  had  a  shipment  arrive  at  a  rail- 
road station  and  received  arrival  notice.  Being  an  order-notify 
consignment,  and  not  being  able  to  get  bill  of  lading  from  bank, 
it  went  to  storage.  Carier's  arrival  notice  is  stamped  as  fol- 
lows: "Free  time  on  this  shipment  expires  after  which 

time  it  will  be  sent  to  ....  warehouse  at  risk  and  expense  of 
owner."  Station  where  we  receive  freight  is  located  about  three 
miles  from  their  main  station.  The  warehouse  to  which  they 
send  their  unclaimed  freight  is  within  several  squares  of  their 
main  station.  Carrier  has  in  effect  a  tariff  between  these  two 
stations,  with  a  first  class  rate  of  35  cents. 

After  fifteen  days  had  elapsed  they  sent  this  shipment  from 
the  station  where  we  receive  freight  to  their  main  station,  as- 
sessing us  the  rate  according  to  their  tariff  and  in  addition  a 
hauling  charge  from  their  main  station  to  the  warehouse. 

Our  contention  is  that  they  have  no  right  to  reship  this  ma- 
terial without  either  the  consignor's  or  consignee's  permission, 
which  was  not  secured. 

Answer:  If,  after  the  arrival  of  the  goods  at  their  destina- 
tion, the  owner  or  consignee  fails  or  refuses  to  pay  the  freight 
and  accept  them  within  the  time  provided  by  the  contract  of 
affreightmen,  or,  in  the  absence  of  stipulation  as  to  the  time,  if 
he  fails  to  do  so  within  a  reasonable  time,  the  carrier  may  store 
the  goods  by  depositing  them  with  a  responsible  warehouseman 
at  the  expense  of  the  owner  or  consignee.  It  is  the  custom,  of 
course,  for  the  carrier  to  store  in  its  own  warehouse  and  at  the 
billed  destination,  if  it  has  a  warehouse  at  that  point.  There 
may  be  some  extenuating  circumstances,  however,  such  as  there 
being  neither  a  railroad  or  public  warehouse  at  destination,  or 
if  there  is  a  warehouse  at  that  point,  it  may  be  too  badly  con- 
gested to  permit  of  storing  more  goods,  etc.,  under  which  or 
similar  circumstances,  the  carrier  would,  under  its  warehouse- 
man duty  to  care  for  the  goods,  be  justified  in  hauling  to  another 
station  where  proper  storage  is  available.  Being  thus  put  to 
extra  expense  in  storing  the  goods,  because  of  the  failure  of 
the  consignee  or  owner  to  accept,  the  carrier  would  have  a 
right  to  the  extra  freight  charges  necessary  to  move  shipment 
from  the  billed  destination  to  the  storage  point,  and  this  would 
properly,  according  to  our  view,  be  an  item  of  expense  of  storage, 
chargeable  to  the  owner  or  consignee. 

However,  in  the  absence  of  a  necessity  for  moving  the  goods 
to  another  station  for  proper  storage,  the  carrier  would  be 
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Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

0 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


Kansas  City  Southern    Railway 

Texarkana  and  Fort  Smith  Railway 

The  Jobbing  and   Manufacturing  centers  shown  below  are  in  addition  to  those  shown  in 
issues  of  The  Traffic  World  of  February  18th  and  February  25th. 

PORT  ARTHUR,  TEXAS 


r«puUt...n 


mi 


J.44J 
IMM 


Pert  Arlk.r  i.  IW  T.r.lno.  of  Ike  Kanaa*  Cltj  BoutUm  Rallway. 

Slmawklp*  Mil  to  all   priftripaJ  parti  of   United  Klnriaav   K«ra**. 
(U«tk   America.   Wot   IndlM  and   Menro. 

Valee  of   Eia«rt   Iraatr  In   UJI.  I««JU.U2.M. 
\.lee   of    Import   Trunk  !•    IMI.   Ill  JK.I1I.M. 

Elpert     and     Imftrt     Tran>»     Hir.ick     P.rt     Artknr     (anal     fr.n 
P.rt    Anh.r    >»4    OMrtrt    in    1(11.    I*.»II.«I|    UM. 

«f  Ik*  Ki«««- 

trmin 


P»rt   Ank.r   CMS!   *   D*«k   (  ••p«nr. 
Clty    tW.lK.rn     IUil.»T.    «-n.    Ik*    M 
•  ilk  f.p.olr  «f  tM.M«  fc«.k»U—  ;.»«•  1  1  iu.  I  f,,t  .f  I.M 
d*<k»—  S.M*    linn!    fxt    winkMM   •»•€•—!?    mlln    .(    track. 


TW    t««    «il     r»«n.ri». 
l.r«r.l    in    Ik*    ».rM.      Tfc.ir 


>l     P»rl     Arth.r     «r» 
f.p.rtly    .(    rr«n*d    ml. 


llw 


er.  and  Jekeera. 

Wkeut    Kipert.   in   1*21.   4.OM.OM   kuakela. 
Mklpvlnc   fadimea   at   Port    Artkur   are   <rerr   larte   and   capakle  of   In- 

Kiport  of   Grain.   Lumker.  Cotton.  CeXtMuiiid   Product!.   Olla.   Etc. 

Rack  Tear  >kowa  a  atoadr   increase  in  export  traalc. 

K»ery  attention  la  Win*  liven  to  ike  development  of  Port   Artkur. 

II.   A.  WEAVER.  On.  Freight  Agent. 

<  it>.   Mi»nouri 


PORT  NECHES 

At  Port  N'echoa.  on  Ike  Port  Arthur  Canal,  la  located  one  of  the 
lartrit  a.phalt  plant.  In  Ike  country. 

BEAUMONT,  TEXAS 

Population      mi  lt.M* 

Population      Ill*  4*,4» 

Manufacturing  Plant..  Lumker  Mill..  Rico  Mill).  Bhipbulldfnc 
Varda.  Oil  Kennerte..  Brick  Works.  Iran  Worka.  Machine  Shopi,  Creo- 
•eting  Planta.  Whole»alr  Grain.  Manufacturer*  Grain  Product-*  and 
Mill  Feeds.  Wholesale  Jobber,  of  Groceries  Fruits  and  Produce.  Grain 
and  Grain  Praducta.  Hardware.  Implement!.  Automobilea  and  Oil  Well 
Supplies. 

Deep  Water  Marker  tkreuch  Nee  he.  River  and  Port  Arthur  Canal 
to  the  Gulf. 

Value   of   Eiport.    1*11.   t4l.U4.tMM. 

Kanaaa  <  ilr  Southern  track*  reach  the  moat  Important  induitrle*. 
and  our  aorrlco  la  THIRD  MORNING  FROM  KANSAS  CITY. 

The  Bakln*  Navliatlon  Dlatrlct  compriaea  Port  Arthur.  Port  Neches. 
Beaumont.  Oranf*.  and  the  value  of  esporta  and  Import!  from  and 
to  thlt  Dlalrlcl.  pa.«in(  through  Port  Arthur  Canal  In  1(21,  wai 
I1U.M4J7I.M. 

J.   F.  HOLDEN,   Vice   President, 
Karutia  City,  Mtaouri 
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doing  so  merely  for  its  own  convenience,  and  would  not  be 
iTiiitlccl  to  tlu>  extra  charges. 

Deduction  of  Transportation  Tax  from   Invoice   Because  of  Ship- 
ment After  January  1,  1922 

New  York. — Question:  Effective  January  1,  1922,  the  o  per 
cent  tax  on  freight  lias  been  withdrawn.  This  brings  up  several 
questions  on  which  we  would  like  your  advice. 

There  are  three  cases   in   which   this  war   tax  is  involved: 

1.  Material  purchased  f.  o.  b.  factory  with  freight  allowed 
to  destination. 

2.  Material  purchased  f.  o.  b.  destination. 

3.  Material  purchased  .delivered  and  erected  at  destination. 
In  each  of  these  three  cases  we  will  assume  that  the  cost 

of  freight  was  included  in  the  quotation  price  and  that  the  quo- 
tation was  made  prior  to  January  1  and  shipment  made  from 
point  of  origin  .subsequent  to  January  1,  1922. 

Advise  in  each  of  these  cases  if  we  are  entitled  to  make 
deduction  for  the  3  per  cent  war  tax  on  the  freight  from  any 
invoice  which  the  manufacturers  may  render. 

Answer:  This  question  is  primarily  one  arising  under  the 
law  of  sales. 

If  the  war  tax  was  included  in  the  sale  price,  that  is,  if  the 
contract  price  included  the  tax,  but  because  of  the  shipments 
being  made  subsequent  to  January  1,  1922,  the  seller  was  re- 
lieved from  the  payment  of  the  tax,  he  should,  in  fairness  to 
the  buyer,  permit  him  to  deduct  this  amount  from  the  invoice. 
The  tax  is  in  reality  a  part  of  the  transportation  cost,  but  if 
the  delivered  price  is  a  lump  sum  and  nothing  is  said  in  the 
contract  about  a  reduction  in  the  delivered  price  contingent 
upon  a  reduction  in  freight  charges,  we  do  not  believe  that  the 
buyer  can  require  the  seller  to  make  him  the  allowance. 

Liability   of   Carrier   for   Injury    Due   to    Defective     or     Improper 

Packing 

New  Jersey. — Question:  Kindly  give  your  opinion  and,  if 
possible,  references,  on  the  following: 

A.  located  at  Exeter,  Mo.,  made  a  shipment  of  96  live  rabbits 
to  B  at  Succasunna,  N.  J.  When  the  shipment  arrived  57  rab- 
bits were  dead.  22  missing  and  17  alive.  B  filed  a  claim  with 
the  express  company  for  the  dead  and  missing-  rabbits,  and 
charges  on  same,  basing  this  claim  on  delay  in  transit  (this 
shipment  being  on  the  road  two  days  longer  than  previous  ship- 
ments), shortage,  and  improper  recrating  in  transit.  (These  rab- 
bits were  crated  by  A  as  follows:  Each  rabbit  in  a  separate 
compartment,  7%  inches  by  4V2  inches,  and  twelve  compartments 
in  a  crate.  The  express  company  removed  the  live  rabbits  from 
these  crates  at  Marion,  O..  and  placed  them  in  two  large  boxes, 
without  compartments,  permitting  the  rabbits  to  be  together, 
which  resulted  in  their  fighting  and  killing  each  other,  thus 
adding  to  the  mortality.) 

The  express  company  has  declined  this  claim  on  the  grounds 
that  A  was  negligent  and  used  poor  judgment  in  preparing  the 
shipment,  by  not  providing  enough  space  for  the  rabbits,  thus 
causing  them  to  die.  If  this  be  true,  B  maintains  that  this  con- 
dition was  apparent  to  the  carrier,  and  he  (carrier)  should  have 
refused  to  accept  the  shipment  for  transportation  until  it  had 
been  properly  crated,  but.  having  accepted  it  in  said  condition, 
without  protest,  the  carrier  becomes  the  insurer  of  the  property 
and  is  liable.  Also,  that  negligence  of  the  shipper  does  not 
relieve  the  carrier  of  shortage  or  delay  in  transit. 

Answer:  The  decisions  of  the  courts  on  the  question  as  to 
whether  or  not  a  carrier  is  liable  for  loss  due  to  defective  pack- 
age by  the  shipper  are  not  in  accord.  One  line  of  decisions 
holds,  without  qualification,  that  the  full  duty  of  the  carrier  is 
simply  to  carry  goods  in  the  condition  in  which  they  are  offered, 
and  that,  where  goods  tendered  are  insufficiently  or  improperly 
packed,  the  carrier  is  not  liable  for  loss  or  injury  due  to  such 
defect,  whether  latent  or  not.  Carpenter  vs.  Baltimore,  etc.,  R. 
Co.,  64  A.  252  (Del.);  Gulf,  etc.,  R.  Co.  vs.  Wattnebert.  108  S.  W. 
150;  Cohn  vs.  Platt,  95  N.  Y.  S.  535,  in  which  latter  case  it  was 
held  that  a  carrier  is  not  negligent  in  receiving  for  shipment 
over-packed  crates  of  fowl  for  shipment,  the  shipper's,  but  not 
the  carrier's  servants,  being  expected  to  be  expert  on  the  ques- 
tion of  how  many  fowl  could  be  safely  packed  in  a  crate. 

However,  a  number  of  decisions  hold  that  the  carrier,  being 
entitled  to  reject  defectively  packed  goods  tendered  for  ship- 
ment, if  it  accepts  for  transportation  goods  which  it  knows  are 
defectively  packed,  or  which  by  the  exercise  of  reasonable  care 
it  could  have  observed  were  defectively  packed,  it  assumes  to 
carry  the  goods  as  they  are,  and  its  common  law  liability  as 
carrier  attaches,  and  it  is  subject  to  all  the  liabilities  usually 
attaching  to  an  ordinary  shipment  of  the  same  character.  Klau- 
ber  vs.  American  Express  Co..  91  Am.  D.,  452  (Wis.) ;  Northwest- 
ern Marble,  etc..  Co.  vs.  Williams.  151  N.  W.  419!  Callender- 
Vanderhoof  Co.  vs.  Chicago,  etc.,  R.  Co.,  109  N.  W.  402,  this  case 
holding  that  the  fact  that  goods  were  insufficiently  packed  will 
not  prevent  a  recovery  of  such  damages  as  the  carrier  might 
have  prevented  by  the  exercise  of  reasonable  care. 

Delays    Resulting  from   Accident  or   Misfortune 

Massachusetts. — Question:  Kindly  advise  if,  in  your  opinion, 
the  carriers  are  justified  in  the  following  case: 


Carload  of  strawberries  loaded  on  railroad  A  in  car  belong- 
ing to  railroad  B,  traveled  over  railroad  C,  and  delivered  to 
consignee  on  railroad  D — interstate  movement. 

Underrigging  to  the  car  broke  down  in  transit  and  car  was 
delayed  three  days.  Berries  were  damaged  by  delay  in  transit 
to  an  amount  of  $580.  The  carriers  admit  the  amount  of  dam- 
age and  that  the  cause  was  delay  to  car  due  to  breakdown  of 
car.  They  decline  to  pay  the  claim  on  instructions  from  their 
legal  department  to  the  effect  that  carriers  ae  not  responsible 
for  delays  due  to  breaking  down  of  foreign  equipment. 

Answer:  The  rule  in  relation  to  liability  for  delays  in  the 
course  of  transportation  is  not  so  rigorous  as  that  which  gov- 
erns in  cases  where  goods  are  lost  by  theft,  fraud  or  the  like. 
A  railroad  carrier  is  not  an  insurer  against  the  occurrence  of 
delays,  and  hence  is  not  liable  when  the  delay  is  attributable 
to  misfortune  or  unavoidable  accident.  Accidents  which  pre- 
vent the  running  of  trains,  will,  if  not  due  to  the  fault  of  the 
carrier,  excuse  delay.  Where,  however,  the  railroad  carrier  is 
guilty  of  negligence  which  causes  the  accident  to  which  the 
delay  is  attributable,  it  will  be  liable  for  the  damages  resulting 
from  the  delay. 

An  accident  may  exonerate  the  carrier  from  loss  resulting 
from  delay,  but  an  accident  will  not  put  an  end  to  the  carrier's 
duty.  It  is  the  duty  of  the  carrier,  although  delay  may  be  caused 
by  an  accident,  to  exercise  reasonable  care  and  diligence  to 
transport  the  goods. 

Farthermore,  the  fact  that  an  accident  occurs  which  excuses 
delay  does  not  relieve  the  carrier  from  the  duty  to  exercise  due 
care  to  protect  the  goods  from  loss  or  injury  during  the  delay. 
The  authorities  require  the  conclusion  that  the  carrier  is  at  all 
times  responsible  for  the  safekeeping  of  property  in  its  pos- 
session, and  that  the  happening  of  an  accident  does  not  relieve 
it  from  such  responsibility.  The  carrier  is  under  a  duty  to  take 
reasonable  precautions  to  preserve  the  goods  from  injury  and 
for  a  breach  of  duty  must  respond  in  damages. 

In  National  Elevator  Co.  vs.  Great  Northern,  170  N.  W.  515, 
it  was  held  that  while  the  development  of  a  hot-box  may  be 
such  an  accident  to  a  railway  operation  that  the  carrier  may 
excuse  a  particular  delay  resulting  from  it,  the  evidence  offered 
by  the  defendant  carrier  was  insufficient  as  an  excuse.  The 
court,  however,  said  that  while  the  carrier  must  exercise  dili- 
gence, he  was  not  prepared  to  say  that  the  carrier  is  required 
to  conduct  its  railway  operation  so  efficiently  as  to  avoid  a  hot- 
box  and  is  liable  for  every  incidental  delay  caused  thereby. 

In  McFall  vs.  Wabash,  94  S.  W.  570,  it  was  said  that  un- 
avoidable accidents  excuse  a  carrier,  but  avoidable  accidents 
resulting  from  a  defective  roadway  or  from  insufficient  or  de- 
fective equipment  are  included  in  the  field  of  culpability. 
Demurrage — Liability  of  Shipper  for.  On  Goods  Held  Awaiting 
Delivery  to  Ship  Because  of  Strike  of  Longshoremen 

New  York. — Question:  A  carload  of  cement  permitted  for 
delivery  to  a  steamer  on  October  9,  1919.  Rail  carrier  delivered 
by  lighter,  alongside  steamer,  on  this  date. 

A  longshoremen's  strike  occurred  and  lighter  was  detained 
till  November  6,  causing  demurrage  in  amount  of  $620  to  accrue, 
the  steamer  being  unable  to  receive  the  goods. 

I  understand  that  the  court  has  ruled  that  the  carrier  is  not 
bound  to  look  beyond  the  holder  of  the  bill  of  lading  or  owner 
of  the  goods  for  demurrage.  Do  you  think  the  owner  of  the 
goods  can  be  held  liable  for  this  demurrage,  and  would  he  have 
no  recourse  on  the  steamship  company? 

Answer:  The  demurrage  or  storage  charges  which  accrued 
on  the  shipment  seemingly  did  not  result  from  any  act  or  default 
on  the  part  of  the  rail  carrier  and  therefore  must  be  collected 
and  retained  by  them. 

Whether  or  not  the  amount  thereof  can  be  recovered  from 
the  ocean  carrier  is  not  covered  by  decisions  of  the  courts,  so 
far  as  we  have  been  able  to  determine.  However,  in  New  York 
Produce  Exchange  vs.  B.  &  O.  R.  R.  Co.,  46  I.  C.  C.  666,  the 
Commission,  in  referring  to  the  collection  of  storage  charges 
accruing  by  reason  of  the  failure  to  get  the  goods  on  board  the 
ships,  due  either  to  the  late  arrival  of  the  goods  at  the  port  or 
the  inability  of  the  ships  to  receive  the  goods,  said:  "As  a  mat- 
ter of  law,  neither  the  rail  nor  the  ocean  carrier  is  liable  for  the 
storage  charges  at  the  port." 


AUTO    LOADING    METHOD    IMPROVED 

The  time  required  for  unloading  automobiles  has  been  cut 
in  half  and  the  process  simplified  by  the  use  of  steel  "tie-downs" 
instead  of  wooden  horses  and  blocks,  according  to  C.  D.  Holmes, 
manager  of  the  traffic  department  of  the  Franklin  Automobile 
Company.  The  method  was  devised  by  the  traffic  department 
of  the  company  and  the  tie-downs  are  manufactured  in  the 
Franklin  shops. 


INQUIRY    AS   TO    DIVISIONS 

The  Commission  has  instituted  an  inquiry,  formal  docket 
N6.  13549.  into  the  divisions  of  joint  rates,  fares,  and  charges 
on  traffic  interchanged  between  the  California-Nevada-Oregon 
Railway  and  its  connections,  the  Southern  Pacific  and  the  West- 
ern Pacific  railroads. 
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Old  Bill  of  Lading  Forms  Will  Not 
Be  Acceptable  After  March  1 5th 

UNLESS  PROPERLY  STAMPED 

to  make  them  conform  to  new  specifications  in  effect  on  that  date. 

We  Supply  the  Proper  Rubber  Stamps 

made  in  accordance  with  specifications  of  the  Uniform  Bill  of  Lading 

Committee  to  make  your  old  Straight  and  Order  Domestic 

Bills  acceptable  to  the  carrier. 


Size  I'.,'i4'  /  Pneumatic 

Cushion  Stamp $1.35 

2Vi4V  Ink  Pad    ....  45c   Prepaid 

3  16    Ink  Pad 60c 

Orders  filled  same  day  received 


R.  D.  SW1SHER  MFG.  CO. 

411-413  South  Clinton  Street  Chicago,  Illinois 

Complete   Catalogue  of  Rubber  Stamp*  and  Marking  Device*  on  Requeit 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  large,  sheltered  harbor. 
•Coocrp   ft  eel   ADO   concrete   pier 


Up-to-date  freight  handhnf  facilities 

Served  by  N.  Y  .  N.  H.  fc  H  Railroad 
with  tracks  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1.250.000  tq.  ft. 


Direct  steamer  service  to  Lisbon.  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  thfe  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 
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REVENUE  FREIGHT  LOADING 

Thi  Traffic  World  Washington  Bureau 

Reports  to  the  car  service  division  of  the  American  Railway 
Association  for  the  week  ended  February  25  showed  a  decrease 
of  45,648  cars  loaded  with  revenue  freight  as  compared  with  the 
preceding  week.  The  loading  of  revenue  freight  in  the  weeks  in 
1920  and  1921  which  corresponded  with  the  week  ended  Febru- 
ary 25  was  783,295  and  659,642  cars,  respectively,  while  the  load- 
ing the  week  ended  February  25  amounted  to  735,286  cars. 

Loading  of  grain  and  grain  products  dropped  from  54,209 
cars  in  the  week  ended  February  18  to  46,729  cars  in  the  week 
ended  February  25;  live  stock  dropped  from  30,327  to  27,740; 
coal  decreased  from  190,700  to  187,447;  coke  increased  from 
7,666  to  8,072;  forest  products  dropped  from  50,796  to  47,704; 
ore  increased  from  4,034  to  4,330;  merchandise,  L.  C.  L.,  dropped 
from  219,050  to  199,157;  and  miscellaneous  dropped  from  224,- 
142  to  214,107. 

Loading  by  districts  for  the  week  ended  February  25,  as 
compared  with  the  corresponding  week  of  1921,  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  8,919  and  5,991 ; 
live  stock.  2,634  and  2,284;  coal,  46,272  and  40,019;  coke,  1,780 
and  876;  forest  products,  4,970  and  8,061;  ore,  764  and  568;  mer- 
chandise, L.  C.  L.,  57.583  and  42,612;  miscellaneous  58,193  and 
49,949;  total  1922,  181,115;  1921,  150,360;  1920,  173,087. 

Allegheny  district:  Grain  and  grain  products.  3,617  and' 
2,173;  live  stock,  2,614  and  2,800;  coal,  55,950  and  41,557;  ore, 
3,890  and  4,653;  forest  products,  2,519  and  2,471;  ore,  951  and 
2,107;  merchandise,  L.  C.  L.,  40,922  and  34,770;  miscellaneous, 
47,825  and  40,343;  total  1922,  158,288;  1921,  130.874;  1920,  166,643. 

Pocahontas  district:  Grain  and  grain  products,  273  and  166; 
live  stock,  75  and  86;  coal,  26,924  and  13.392;  coke,  217  and  277; 
forest  products,  1.116  and  1,283;  ore,  25  and  37;  merchandise, 
L.  C.  L.,  5,373  and  3,991;  miscellaneous,  3,156  and  2,442;  total 
1922,  37,159;  1921,  21,674;  1920,  31,116. 

Southern  district:  Grain  and  grain  products,  3,860  and  4,285; 
live  stock,  2,188  and  1,938;  coal,  24,760  and  21,659;  coke.  553  and 
561;  forest  products,  16,505  and  13,561;  ore,  497  and  794;  mer- 
chandise, L.  C.  L.,  34,146  and  34,642;  miscellaneous,  34,805  and 
34,715;  total  1922,  117,314;  1921,  112,155;  1920,  124,993. 

Northwestern  district:  Grain  and  grain  products,  11,002  and 
10.561;  live  stock,  7,915  and  8,345;  coal,  6,783  and  5,548;  coke, 
1.158  and  1,326;  forest  products,  11,130  and  15,296;  ore,  481  and 
941;  merchandise,  L.  C.  L.,  19,540  and  22,767;  miscellaneous, 
21,760  and  24,983;  total  1922,  79,769;  1921.  89,767;  1920.  111,124. 

Central  Western  district:  Grain  and  grain  products,  13,427 
and  13,085;  live  stock,  10,181  and  9,997;  coal,  21,812  and  16,298; 
coke,  298  and  219;  forest  products.  4,406  and  3,775;  ore,  886  and 
2.340;  merchandise,  L.  C.  L.,  27,030  and  26,088;  miscellaneous 
27.906  and  28,191;  total  1922,  105,946;  1921,  99,993;  1920,  118,222. 

Southwestern  district:  Grain  and  grain  products,  5,631  and 
4.871;  live  stock,  2,133  and  1,595;  coal,  4,946  and  4,525;  coke,  176 
and  122;  forest  products,  7.058  and  6.045;  ore,  726  and  436; 
merchandise,  L.  C.  L.,  14,562  and  14,707;  miscellaneous.  20,462 
and  22,518;  total  1922,  55,695;  1921,  54,819;  1920.  58,110. 

Total  all  roads:  Grain  and  grain  products,  46,729  and  41,122; 
live  stock,  27.740  and  27,045;  coal,  187,447  and  142,998;  coke, 
8,072  and  8.034;  forest  products,  47,704  and  50,492;  ore,  4,330 
and  7,223;  merchandise.  L.  C.  L.,  199,157  and  179.577;  miscellane- 
ous. 214,107  and  203,141;  total  1922,  735,286;  1921,  659,642;  1920, 
783.295. 


Digest  of  New  Complaints 

• _ -• 

No.  12704,  Sub.  No.  4.    The  Atlas  Portland  Cement  Co.,  Hannibal,  Mo.. 
ve.  C.  B.  &  Q.  et  al. 

Unjust,   unreasonable,   unjustly  discrminatory  and  unduly  preju- 
dicial  rates  on   cement   from   Hannibal,   Mp..    to   points  in  Kansas. 
Asks  for  just,  reasonable  and  non-discriminatory  rates. 
No.  13532.     Indiana  Coke  and  Gas  Co.,  Terre  Haute,  Ind.,  vs.  B.   &  O. 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  coal  from  Welch.  W.  Va..  to  Terre  Haute,  Ind. 
Asks  for  just,  reasonable  and  non-discriminatory  rates  and 
reparation. 

No.    13533.      The   Cincinnati    (Ohio)    Orain    and    Hay    Exchange    Co.    et 
al.  vs.  Aberdeen  &  Rockflsh  et  al. 

Unjustly  discriminatory,  unduly  prejudicial  and  preferential 
rates  on  Brain,  grain  products,  hay.  straw  and  fodder  from  sta- 
tions on  defendants'  lines  in  Ohio  to  points  in  North  and  South 
Carolina,  Georgia  and  other  southern  states  because  of  the  in- 
clusion of  Columbus  and  other  Ohio  points  as  points  of  origin. 
Asks  for  non-discriminatory,  non-prejudicial  and  non-preferential 
rates. 
No.  13534.  Tuscaloosa  (Ala.)  Cottonseed  Oil  Co.  vs.  A.  G.  S.  et  al. 

Unjust,  unreasonable  and  unduly  preferential  rates  and  practices 
in  connection  with  the  movement  of  peanuts  from  points  in  Geor- 
gia. Florida  and  Alabama,  to  destinations  in  the  north,  northwest 
and  northeast.  Asks  for  the  establishment  of  through  routes  and 
Joint  rates  via  Tuscaloosa  with  a  shelling,  crushing  and  cleaning 
practice  en  route  at  Tuscaloosa  upon  such  joint  through  rates:  also 
for  reparation. 

No.    13535.      Corporation    Commission    of    Oklahoma    vs.    Aberdeen    & 
Rockflsh  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory',  unduly  preju- 
dicial and  preferential  rates  on  classes  and  commodities  (except 


cement,  brick,  cereal  beverages,  grain  and  grain  products,  hay  and 
straw  petroleum  and  its  products,  live  stock,  cotton,  coal,  sand, 
gravel,  crushed  stone,  chatts  and  kindred  commodities,  forest 
products,  and  cottonseed  and  its  products,  moving  in  Carload  lots) 
from  points  in  Oklahoma  to  southwestern  and  defined  territories. 
Asks  for  Just,  reasonable  and  non-discriminatory  rates  and  the 
placing  of  Oklahoma  in  western  trunk  line  territory  for  rate-mak- 
ing purposes. 

No.  13536.     Klaxon  Co.,  Bloomfleld,  N.  J.,  vs.  A.  G.  S.  et  al. 

Unjust  and  unreasonable  classification  ratings  on  sound-warn- 
ing and  sound-signaling  horns  moving  from  Bloomfteld,  N.  J.,  to 
various  destinations  in  the  U.  S.  Asks  for  ratings  not  exceeding 
first-class  on  L.  C.  L.  and  third  class  on  C.  L. 

No.  13537.     The  Parkersburg  (W.  Va.)  Rig  and  Reel  Co.  vs.  C.  M.  & 
St.  P.  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  oil  well 
supplies  from  Parkersburg,  W.  Va.,  to  points  in  Montana  and 
California.  Asks  for  establishment  of  just,  reasonable  and  non- 
discriminatory  rates  and  reparation  on  shipments  made  to 
Winette,  Mont. 

No.  13538.    The  Sebastopol  (Calif.)  Berry  Growers'  Assn.  vs.  American 
l!y.  Express  Co. 

Unjust  and  unreasonable  charges  on  berry  boxes  and  baskets 
returned  from  Raymond,  Wash.,  to  Sebastopol,  Calif.  Asks  for 
just  and  reasonable  charges  and  reparation. 

No.  13539.     Omaha  (Neb.)  Chamber  of  Commerce,  Traffic  Bureau  et  al. 
vs.  Santa  Fe  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  sugar, 
C.  L,.,  from  New  Orleans,  La.,  to  Kansas  City,  Mo.,  and  Omaha, 
Neb.  Asks  for  establishment  of  just,  reasonable  and  non-preju- 
dicial rates. 

No.    13540.      Boston    (Mass.)    Wool    Trade   Assn.   vs.   Boston   &    Albany 
et  al. 

Unjust  and  unreasonable  rates  on  wool  in  the  grease  from  points 
in  Iowa  and  Missouri  to  Boston,  Mass.  Asks  for  application  of  the 
proportional  rates  up  to  the  west  bank  of  the  Mississippi  River 
plus  fourth  class  beyond,  24,000  pounds  minimum,  and  reparation. 

No.    13541.      Carlton    Consolidated    Lumber   Co.,    Carlton,    Ore.,    vs.    Di- 
rector General  et  al. 

Unjust  and  unreasonable  rates  on  logs  from  Carlton  to  Newburg, 
Ore.,  during  July  and  August,  1918.  Asks  reparation. 

No.  13542.    The  Colorado  Fuel  and  Iron  Co.,  Denver,  Colo.,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  brick  switched  from  the  plant 
of  the  Standard  Fire  Brick  Co.  at  Pueblo  to  the  plant  of  the  Colo- 
rado Fuel  and  Iron  Co.  at  Minnequa.  Asks  reparation. 

No.  13543.    Arthur  E.  Winter  and  Frank  B.  Ross,  New  York,  N.  Y.,  vs. 
G.  N.  et  al. 

Unjust  and  unreasonable  rates  on  antimony  regulus  originating 
in  China  and  shipped  from  Seattle  to  Chicago.  Asks  reparation. 

No.  13544.     Hooker  Electro  Chemical  Co.   et  al.,  Niagara  Falls,  N.  Y., 
Atlantic  City  R.  R.  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  caustic  soda  and  other  heavy  chemicals  from  Niagara  Falls  t» 
destinations  in  eastern  and  southern  states.  Asks  for  establish- 
ment of  .just,  reasonable,  non-prejudicial  rates  and  reparation. 

No.    13545.      The    Grimes  Co.    (formerly   The   Western    Iron   and   Metal 
Yard  Co.),  Denver,  Colo.,  vs.  D.  &  R.  G.  W.  et  al. 

Unjust  and  unreasonable  rates  on  second  hand  burlap  bags  from 
points  in  California  to  points  in  Colorado.  Asks  reparation. 

No.  13546.     Kanawha  Black  Band  Coal  Co.  et  al.  vs.  C.  &  O.  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  preferential  rates 
on  coal  from  complainant's  mines  on  the  Kanawha  Central  Ry.  to 
various  destinations.  Asks  establishment  of  joint  through  fates 
not  greater  than  the  present  rates  from  the  Kanawha  district  on 
the  line  of  the  C.  &  O.  Ry.  to  the  same  points. 

No.   13547.      Allied   Machinery    Co.    of  America,    New   York,    N.   Y.,    vs. 
Director  General  et  al.  t 

Unjust  and  unreasonable  rates  on  machinery  due  to  the  assess- 
ment of  demurrage  charges  at  Greenville  Yard  and  Henderson 
Street  Station  where  the  shipments  were  sent  for  export.  Asks 
reparation. 

No.    13548.      Maritime   Association   of  the   Boston    (Mass.)    Chamber  of 
Commerce  et  al.  vs.  Ann  Arbor  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  preferential  all- 
rail,  lake-and-rail  and  rail-lake-and-rail  class  and  commodity 
rates  on  import  and  export  freight  between  New  England  port's 
and  territory  west  of  the  Buffalo-Pittsburgh  line:  also  export  ex- 
lake  rates  on  grain  and  grain  products  from  Buffalo  to  Xew 
England  ports.  Aak«  for  rates  which  shall  not  exceed  the  rates 
contemporaneously  maintained  between  the  same  territorv  and 
Philadelphia  or  Baltimore. 


NEW   YORK   CENTRAL   BONDS 

The  New  York  Central  Railroad  Company  has  applied  to 
the  Commission  for  authority  to  issue  not  exceeding  $60,000,000 
of  its  refunding  and  improvement  mortgage  bonds,  series  C, 
to  be  dated  October  1,  1921,  and  to  bear  interest  at  the  rate 
of  five  per  cent.  It  is  proposed  to  sell  the  bonds  to  J.  P.  Morgan 
&  Company  for  an  amount  that  will  net  the  applicant  not  less 
than  90  cents  on  the  dollar.  The  proceeds  of  the  sale  of  the 
bonds  are  to  be  used  for  the  following  purposes:  $48,055,000, 
principal  amount,  will  be  used  to  pay  indebtedness  incurred  by 
the  company  for  the  cost  of  additions  and  betterments  hereto- 
fore made  to  the  roadway  and  structures  of  the  applicant's 
owned  and  leased  lines  and  of  equipment,  and  additions  and 
betterments  thereto,  or  to  reimburse  the  company's  treasurer  for 
expenditures  made  for  these  purposes;  and  $11,945,000,  principal 
amount,  is  to  be  used  to  pay,  retire,  and  refund  bonds  due  July 
1,  1922,  aggregating  that  principal  amount,  of  corporations  of 
which  the  applicant  is  corporate  successor. 


RARITAN    RIVER    NOTES 

The  Raritan  River  Railroad  Company  has  been  authorized 
by  the  Commission  to  issue  $100,000  of  promissory  notes  within 
one  year  from  and  after  March  28,  1922.  and  to  issue  notes  in 
renewal  maturing  not  later  than  March  28,  1924 


BIRMINGHAM    &    NORTHWESTERN    BONDS 
The  Commission  has  authorized  the  Birmingham  &  North- 
western to  issue  $400,000  of  first  mortgage  bonds  to  refund  or 
retire  an  equal  amount  of  first  mortgage  bonds  maturing  March  1. 
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GALVESTON 

The  Stone  Forwarding  Company 

220— 21st   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quotW  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  tailing  schedule  covering 
all  sailings  from  Cohesion,  Texas  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution  I 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


TtM  opprr  Mary  at  < 

I-,,  JSf«t 


Dp.rtm.nt.  «Pp.r«t«l  by  14  inch  Bre  w.ll.      A.  D.  T.  W 


200.000  «q.  ft.  floor  KMOI.  I*  devoted 
itt  wf*t/6om  hwwdYof 


i  of  ill  kind*. 


to  th«  headline 


LOW  INSURANCE  RATES. 
of  merchandiie  distribution 
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VALUATION  REPORTS 

Ttu  Tragic  World  Washington  Bureau 

The  Commission  has  issued  a  tentative  valuation  report  on 
the  property  of  the  Maine  Central  Railroad  Company,  as  of 
June  30,  1916.  It  found  the  final  value  of  wholly  owned  and 
used  property  to  be  $44,030,606;  used  but  not  owned  property, 
$17,060,778,  and  total  used  property,  $61,091,384. 

The  report  showed  that  the  carrier  had  issued  or  assumed 
a  total  of  $95,572,470.78  in  stock  and  long-term  debts,  of  which 
$34,587,465.33  was  outstanding  on  date  of  valuation.  This  was 
made  up  of  $15,014,973.33  In  stock  and  $19,572,492  in  funded 
debt. 

The  cost  of  reproduction  new  of  the  property  wholly  owned 
and  used  was  stated  as  $46,879,763  and  cost  of  reproduction  less 
depreciation  as '$35,624,288. 

In  a  report  on  the  Tabor  &  Northern  Railway  Company,  as 
of  June  30,  1918,  the  Commission  valued  the  property  at  $120,000. 

The  property  of  the  Portland  &  Southwestern  Railroad  Com- 
pany, as  of  June  30,  1917,  was  valued  at  $330,616. 

The  property  of  the  Holton  Interurban  Railway  Company,  as 
of  June  30,  1915,  was  valued  at  $200,349  for  the  part  wholly 
owned  and  used,  and  $656,000  for  leased  property. 

The  Commission  has  issued  tentative  valuation  reports  on 
the  properties  of  the  Arizona  Eastern  and  of  the  Phoenix  & 
Eastern  as  of  June  30,  1915.  It  found  the  value  of  the  Arizona 
Eastern's  wholly  owned  and  used  property  to  be  $10,681,198; 
used  but  not  owned,  $2,711,016;  total  used,  $13,392,214.  The 
final  value  of  the  Phoenix  &  Eastern  was  stated  as  $2,325,000. 


stock,  but  reserved  for  future  consideration  other  matters  ii 
volved.  The  Commission  said  it  did  not  appear  that  the  appl 
cant  desired  to  press  the  matter  to  a  conclusion  at  this  tim< 


*  LOCATION    OF  CARS 

(The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  February  15,  issued  by  the  American 
Railway  .Association,  shows  the  following  by  districts:  Eastern, 
98.9,  as  against  93.1  a  year  ago;  Allegheny,  101.3,  as  against 
95.5  a  year  ago;  Pocahontas,  88.3,  as  against  93.3  a  year  ago; 
Southern,  98.5,  as  against  100.6  a  year  ago;  Western,  97.2,  as 
against  99.2  a  year  ago;  all  districts,  98.2,  as  against  96.7  a 
year  ago;  Canadian  roads,  92.3,  as  against  97.4.  a  year  ago. 

The  per  cent  of  home  cars  on  home  roads  as  of  February 
15  was  70.9  per  cent.  By  classes  of  equipment  the  percentages 
were  as  follows:  Box,  62.8;  refrigerator,  66.7;  gondola,  76.3; 
stock,  84.5;-  and  flat,  82.8. 


THEFTS  FROM  FREIGHT  AND  EXPRESS  CARS 
A  bill  (H.  R.  10768)  to  amend  an  act  approved  February 
13,  1913  (Thirty-seventh  Statutes,  page  670),  relative  to  thefts 
from  railroad  freight  and  express  cars,  has  been  introduced  by 
Representative  Volstead.  The  bill  would  amend  the  present 
law  by  adding  the  following:  "That  to  establish  the  interstate 
or  foreign  commerce  character  of  any  shipment  in  any  presecu- 
tion  under  this  act  the  waybill  of  such  shipment  shall  be  prima 
facie  evidence  of  the  place  from  which  and  to  which  such 
shipment  was  made." 


MORE  SUPERVISION  BY  COMMISSION 
Representative  Beck  of  Wisconsin  has  introduced  a  bill 
(H.  R.  10798)  authorizing  the  Interstate  Commission  Commis- 
sion to  approve  or  disapprove  contracts  involving  the  construc- 
tion or  repair  of  locomotive  engines,  cars  and  maintenance 
work,  such  as  building,  maintaining  and  repairing  tracks,  road- 
beds, bridges,  buildings,  coal  docks  and  water  stations  owned 
and  operated  by  common  carriers  by  railroads  engaged  in  inter- 
state commerce.  The  bill  was  referred  to  the  House  committee 
on  interstate  and  foreign  commerce. 


Z.   &    E.   ABANDONMENT 

The  Commission  has  authorized  the  Zwolle  &  Eastern  Rail- 
way Company  to  abandon  its  line  of  railroad  extending  from 
Beck  to  Zwolle  and  from  a  point  one-half  mile  north  of  Con- 
verse to  Elliot,  in  Sabine  Parish,  La.  The  line  was  built  in 
1904  for  the  purpose  of  developing  the  timber  resources  in  the 
territory  served.  The  industries  served  by  the  line  have  closed, 
the  Commission  said,  and  no  traffic  of  any  kind  is  being  offered. 


N.  Y.  N.  H.  &  H.  BONDS 

The  New  York,  New  Haven  &  Hartford  has  been  authorized 
by  the  Commission  to  enter  into  agreements  with  the  holders 
of  $14,118,00»  of  dollar  debentures  and  69,762,500  francs  of 
franc  debentures,  for  the  extension  of  the  maturity  thereof 
from  April  1.  1922,  to  April  1,  1925,  and  to  increase  the  rate 
of  interest  thereon  from  4  per  cent  to  7  per  cent  per  annum. 
The  debentures  are  a  part  of  a  total  original  issue  of  145,000,000 
francs,  known  as  the  applicant's  "European  Loan  of  1907." 


D.  T.  &  I.  APPLICATION  DISMISSED 
The  Commission  has  dismissed  applications  of  the  Detroit 
&  Ironton  asking  authority  to  lease  the  property  of  the  Detroit, 
Toledo  &  Ironton  and  to  issue  capital  stock  and  to  assume 
obligation  or  liability,  as  lessee,  in  respect  of  certain  securities 
thp  Commission  authorized  the  issuance  of  $1,000,000  of  capital 


GRANGE  OPPOSES  COAL  STRIKE 

S.  J.  Lowell  of  Fredonia,  N.  Y.,  Master  of  the  Nationa 
Grange,  has  sent  an  urgent  communication  to  every  county  am 
local  subordinate  grange  in  the  United  States,  requesting  officer 
and  members  to  discuss  the  threatened  stoppage  of  coal  produc 
tion  and  railroad  transportation,  with  a  view  of  correctly  undei 
standing  the  consequences  to  agriculture,  commercial  and  manu 
facturing  interests  in  the  United  States. 

"I  want  you  to  voice  your  protest,"  he  writes,  "against  an; 
owners  or  management  of  railroads  or  owners  of  coal  mines 
or  workers  in  either,  creating  a  condition  which  will  sto] 
progress  of  our  recovery  from  the  terrible  scourge  of  war.  W< 
are  doing  our  part  and  we  demand  that  both  capital  and  labo: 
do  theirs.  Whatever  differences  may  exist  between  them  mus 
be  adjusted  without  stopping  the  wheels  of  commerce." 

The  grange  leader  has  also  sent  copies  of  his  letter  to  mem 
bers  of  the  United  States  Senate,  asking  their  comment  on  his 
suggestion  that  public  opinion  must  and  will  prevent  such  par 
alysis  of  all  business. 

Senator  McNary  of  Oregon,  a  member  of  the  grange  ol 
years  standing  expressed  his  hearty  accord. 

"I  am  in  hearty  accord,"  he  said,  "with  the  commendable 
efforts  being  made  by  the  National  Grange  to  create  public  sent! 
ment  calculated  to  prevent  the  threatened  coal  strike  in  April 
The  public  has  a  larger  interest  in  this  industry  than  have  the 
operators  or  the  miners  and  the  flow  of  coal  must  be  main 
tained  if  we  are  to  avoid  economic  disturbances  and  suffering 
An  aroused  public  conscience  is  the  very  best  of  remedies  te 
meet  situations  of  this  kind." 

The  text  of  the  letter  in  which  Lowell  calls  on  the  grangers 
to  express  their  opinions  and  to  demand  in  every  community, 
county  and  state  that  "there  must  be  no  strikes"  was  as  follows: 

If  a  coal  strike  takes  place  as  seems  possible  in  April,  the  produc- 
tion of  the  fuel,  upon  which  the  prosperity  and  well-being  of  millions 
depend,  will  cease.  Although  it  is  claimed  that  coal  enough  to  last  for 
a  month  or  more  is  now  above  ground,  any  stoppage  of  production 
obviously  will  result  in  higher  prices  in  the  near  future.  If  railroad 
workers  strike,  the  transportation  upon  which  the  food  of  millions 
depend  will  stop. 

A  railroad  strike,  now,  means  farmers'  products  remaining  unsold 
and  spoiling  in  his  barns.  And  that  may  mean  famine,  suffering  and 
perhaps  death  in  the  cities.  It  means  farm  supplies  piled  up  in  rail- 
road yards  while  fields  wait  for  seeds,  fertilizer  and  machinery  neces- 
sary to  make  them  productive. 

A  strike  in  April  at  planting  time  wrecks  a  year's  crop  production 
plans. 

A  coal  strike  comes  less  directly  home  to  our  people  than  to  the 
people  living  in  the  cities,  but  an  obligation  to  help  makes  it  clear  that 
the  interest  of  all,  and  not  of  a  class  or  group  is  paramount  in  this 
republic.  It  is  none  the  less  pressing  because  our  interest  in  this  is 
secondary  and  financial,  instead  of  primary  and  vital. 

If  coal  production  stops  people  will  suffer,  and  the  spectacle  of  a 
comparatively  smalt  group  of  men  and  interests  seizing  the  weapon  of 
human  misery  and  human  suffering  in  order  to  impose  their  will,  and 
their  refusal  to  deal  fairly  with  one  another,  and  make  others  pay  the 
penalty,  is  preposterous  in  this  nation  and  time. 

The  decision  of  every  member  of  the  Grange  to  do  his  part  in 
building  up  an  overwhelming  public  opinion  for  a  fair  and  just  settle- 
ment and  the  enforcement  of  such  settlement  to  the  utmost,  will  pre- 
vent any  strike.  Owners,  workers  and  the  Government  must  feel  the 
power  of  this  public  opinion. 

No  man  or  set  of  men  in  this  country  can  succeed  against  a  united 

I  want  you  to  voice  your  protest  against  any  owners  or  manage- 
ment of  railroads,  or  owners  of  coal  mines,  or  workmen  in  either 
creating  a  condition  that  will  stop  the  progress  of  our  recovery  from 
the  terrible  scourge  of  war,  which  we  have  just  passed  through  \nd 
express  it  in  terms  that  will  leave  no  doubt  in  any  mind  that  we  Ire 
o"  one over  the  other  interest  of  either  to  the  advantage 

We  are  doing  our  part  and  it  is  not  unfair  for  us  to  demand  that 
both  capital  and  labor  do  theirs.  Whatever  differences  mav  exis 
between  them  must  be  adjusted  without  stopping  the  wheel™  of  com- 


U.    P.    ACQUISITION    APPROVED 

Acquisition  of  control  by  the  Union  Pacific  of  the  railroad 
operated  by  the  Saratoga  &  Encampment  Railroad  Company, 
from  Walcott,  Wyo.,  to  Encampment,  Wyo.,  a  distance  of  44  77 
miles,  has  been  approved  by  the  Commission.  The  control  will 
be  acquired  under  an  operating  agreement,  with  an  option  to 
purchase. 


B.   R.  &   P.  BONDS 

The  Buffalo,  Rochester  &  Pittsburgh  has  applied  to  the  Com- 
mission for  authority  actually  to  issue  $8,351,000  of  its  consoli- 
dated mortgage  4.5  per  cent  bonds  which  it  nominally  issued 
before  the  Commission  received  control  over  the  issuance  of  se- 
curities. Of  that  sum  $6,250,000  are  to  be  used  in  refunding 
operations  during  the  year  and  the  remaining  $2,101,000  are  to 
be  used  for  additions  and  betterments  to  be  made  during  the 
current  calendar  year,  or  to  reimburse  the  treasury  for  money 
paid  out  of  current  assets  for  that  purpose.  Its  greatest  obliga- 
tions falling  due  in  the  year  are  bonds  amounting  to  $3,830,000, 
due  December  1;  $323,000  on  equipment  trusts  May  1  and  $180,- 
000  on  equipment  trusts  August  1. 
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SER  VICE  AND  PROGRESS 

The  test  of  the  efficiency  of  an  ocean  terminal  lies 
in  its  ability  to  keep  all  its  facilities  constantly  employed. 

Pier  One  has  answered  by  forcing  a  50%  increase 
in  storage  space,  a  duplication  of  its  handling  equipment 
and  a  doubling  of  berthing  space  for  vessels. 

We  say  it  with  service. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  U.  S.  A. 


EXPORTERS 

Why  should  you  permit  European  competitors 
to  flood,  with  their  products,  the  market  of 
MEXICO,  when  you  have  the  goods  and  need 
the  business? 

We  have  an  intimate  contact  with  the  buyers 
of  Mexico.  Perhaps  we  can  assist  you  in  creat- 
ing an  interest  in  your  products. 

CAMPHUIS  &  CO,  Inc. 

FORWARDING    AGENTS 

LAREDO.  TEXAS 

Largest  and  most  efficient  forwarders  on  the 
Mexican  Border 

<>l  I  |<   KS 

Laredo.   Texas;    El    PMO,   Texas;    Eagle    Pass,   Texas 
Mexico  City  Monterey,  N.  L.,  Mexico 

Transportation  costs  greatly 
reduced  through  use  of  our 

PACKAGE  CARS 

Now  moving  via  National  Lines, 
"Insured   for  Preferred  Service" 

Write  for  full   particulars  and  request  a  copy  of  our 
Shipping   Instructions 


TACOMA 

and  the  Pacific  Northwest 


Mr.  Traffic  Manager, 
Mr.  Sales  Manager — 

We  call  your  attention  to  recent  rate  changes 
in  this  territory  which  may  prove  costly  to  you 
and  which  warrant  careful  investigation  into 
the  warehousing  and  distribution  of  goods  in 

THE  PACIFIC  NORTHWEST 


Whitworth  Transfer  &  Storage  Co.,  Inc. 

Tacoma,  Washington 

Write  for  cnmUnaiJ  icbcdulc  of  elm  rate*  applying  to  principal 
point*  tributary  to  Tacoma.    Addreat  Traffic  Dcpt. 

All  Southwestern  Washington  points  exclusive  Tacoma  territory 

on  basis  of  freight  rates. 
Points  north  and  east  on  a  parity  with  other  Northwest  cities. 

We  tpecialize  in   Merchandise  Stock*,  Storage 

Account*  and  Carload*  for  distribution. 

Rates  on  application. 

Terminal  Warehouse  Facilities— No  Switching  Charge  on  Cirloidi 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (»)  are  new. 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

March  13 — New  York,  N.  Y. — Examiner  McQuillan: 

13120— The  National  League  of  Commission  Merchants  of  the  U.  8. 
vs.  Pa.  R.  R.  et  al. 

13120  (Sub.  No.  1) — American  Fruit  Growers,  Inc..  New  York  di- 
vision, vs.  Pa.  R.  R. 

13120  (Sub.  No.  2)— Chas.  A.  Houck  vs.  Pa.  R.  R. 

13120  (Sub.  No.  3)—J.  &  G.  Llppman,  Inc..  vs.   Pa.  R.  R. 

13120  (Sub.  No.  4) — M.  H  Hellman  vs  Pa.  R.  R. 

13120  (Sub.  No.  5) — I.  Lowenthal  vs.  Pa.  R.  R. 

13120  (Sub  No.  6)— J.  Pratt  Carroll,  Inc.,  vs.  Pa.  R.  R. 

13120  (Sub.  No.  7)— American  Fruit  Growers,  Inc.,  New  York  di- 
vision, vs.  Pa.  R.  R. 

March  13— New  York,  N.  Y.— Examiner  Barclay: 

12066 — Construction  and  repair  of  railway  equipment   (C.   R.   R.   or 

N.  J.). 
March  13— Zanesville,  O.— Examiner  W.  H.  Wagner: 

13277 — American  Clay  Products  Co.  vs.  Pa.  R.  R.  et  al. 
March  13 — Washington,  D.  C. — Examiner  Kephart: 

13109— Star  Timber  Co.  vs.  C.  &  N.  W. 
March  13— Seattle,  Wash.— Examiner  Hillyer: 

13136— International  Lime  Co.  vs.  Director  General,  C.  M.  &  St. 
P  Ry 

11767— Thomas  W.  Simmons  &  Co.  vs.  Director  General. 
March  13— Pittsburgh,  Pa.— Examiner  Gerry: 

13340— Humphrey  Brick  and  Tile  Co.  vs.  Director  General,  Pa.  R.  R. 
et  al. 

13242 — D.  Kellerman  vs.  Director  General. 
March  13 — Chicago,  111.— Examiner  Money: 

13032— Comision  Reguladora  Del  Mercado  De  Henequm  vs.   Director 

13395 — Comision   RegulaAora  del   Mercado   de   Henequen  vs  Director 

General. 

13239 — Swift  &  Co.  vs.  Director  General,  as  agent. 
March  13 — Memphis,  Tenn. — Examiner  Eddy: 
(.  and  S.  1431  (and  first  supplemental  order) — Cotton  and  cotton  lint- 

ers  from  Mississippi  Valley  points. 

March  14 — Washington,  D.  C.— Examiner  Kephart: 

*  I.  and  S.  1498 — Reconsignment  of  lumber  and  other  forest  PTOQUC 

Boston,  Ind. 
March  14 — Pittsburgh,  Pa.— Examiner  Gerry: 

13306 — Armstrong  Cork  and  Insulation  Co.  vs.  Pa.  K.  K. 

12143— Gulf  Refining  Co.  of  La.  vs.  St.  L.-S.  F.  et  al. 
March  14 — Chicago,  111. — Examiner  Money: 

13347— Armour  &  Co.  vs.  Director  General. 

12423 — Armour  &  Co.  et  al.  vs.  A.  C.  L.,  Director  General  et  al. 

I    and  S.  1494 — Application  of  class  rates  on  fresh  meat  and  dressed 

poultry  from  Chicago  and  other  points  to  gulf  ports  for  export. 
March  14 — New  York,  N.  Y.— Examiner  McQuillan: 

13349 — David  Kaufman  &  Sons  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 

13339 — Coastwise  Lumber  and  Supply  Co.,  Inc.,  vs.  B.  &  O. 
March  14 — Kansas  City,  Mo. — Examiner  Shanafelt: 

13237— Kansas  City  Hay  Dealers'  Assn.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

March  14— Seattle,  Wash.— Examiner  Hillyer: 

13386— Rex  Metal  Works  vs.  Director  General,  Nor.  Pac.  Ry.  et  al. 
13317— Mitsui   &    Co.,    Ltd.,    vs.    Director    General,    O.-W.    R.    R.    & 
Nav.  Co. 

March  15 — Argument  at  Washington,  D.  C.: 

11304 — American  Smelting  and  Refining  Co.  et  al.  vs.  Director  Gen- 
eral, B.  &  O.,  et  al. 

11299— William  Wylie  Beall  vs.  Wheeling  Traction  Co. 
11299  (Sub.  No.  1)— Chas.  J.  Schuck  vs.  Wheeling  Traction  Co. 
12688 — The  Republic  of  France  vs.  Erie. 

March  15— Seattle,  Wash.— Examiner  Hillyer: 
13452 — Frank  P.  Dow  Co.,  Inc.,  vs.  Director  General. 

March  15— New  York,  N.  Y.— Examiner  McQuillan: 
13229 — Spencer  Kellogg  &  Sons,  Inc.,  vs.  D.  L.  &  W.  et  al. 
13316— Spencer  Kellogg  &  Sons,  Inc.,  vs.  W.  S.  R.  R.  et  al. 

March  15— Chicago,  111.— Examiner  Money: 
13284 — French 'Battery  and  Carbon  Co.  vs.  C.  &  N.  W.  et  al. 

March  15 — Cincinnati,  O.— Examiner  W.  H.  Wagner: 
13258 — Webb  Fuel  Co.  vs.  Director  General. 

March  16— Argument  at  Washington,  D.  C.: 
12081 — Fairmont  &  Cleveland  Coal  Co.  vs.  B.  &  O. 
12082 — Fairmont  &  Cleveland  Coal  Co.  vs.  Monongahela. 
12083— New  River  Co.  et  al.  vs.  Virginian. 
12084 — New  River  Co.  et  al.  vs.  C.  &  O. 
12362— Bell  &  Zoller  Coal  Co.  et  al.  vs.  B.  &  O.  S.  W.  et  al. 
12399— Vigo  Mining  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al. 

March  16— Washington,  D.  C.— Examiner  Witters: 

13220 — Cincinnati  Assn.  of  Purchasing  Agents  vs.  L.  &  N. 
March  16— Washington,  D.  C.— Examiner  Kephart: 

L  and  S.  11— Tap  line  case— Petition  of  Natchez,  Columbia  &  Mobile 

R.  R. 
March   16— Chicago.  111.— Examiner  Money: 

13230 — American  Farm  Bureau  Federation  vs.  A.  G.  S.  et  al. 
March  16— Seattle,  Wash.— Examiner  Hillyer: 

13246 — Wenatchee  Valley  Fruit  Exchange  vs.  Nor.  Pac.  Ry.  et  al. 
March  16— Cleveland,  O.— Examiner  Gerry: 

12490— National    Petroleum   Assn.    et    al.    vs.    Director   General.    Pa. 

13300— Rockwood  Sprinkler  Co.  of  Illinois  vs.  Director  General. 
12552 — The  National  Petroleum  Assn.  et  al.  vs.  Director  General,  Pa. 

R.  R.  et  al. 

March  17— Ft.  Worth,  Tex.— Examiner  Mackley: 
I    and  S.  1487— Routing  on  sheep  from  K.  C.  M.  &  O.  Texas  points  to 

Kansas  City,  Chicago  and  other  -points. 
March  17— Argument  at  Washington,  D.  C.: 
11980— Michigan  R.  R.  Co.  vs.  Pere  Marquette  et  al. 


I.  and  S.  1427— Reciprocal  switching  at  Kansas  City,  Mo.,  and  Kansas 

City,  Kan. 

March  17 — Cleveland,  O. — Examiner  Gerry: 
13276— The  Dey  Mfg.  Co.  vs.  P.  &  R.  Ry.  et  al. 
13133— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.  Director  General,  Can. 

Pac.  Ry.  et  al. 
13133   (Sub.   No.  1)— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.  Director 

General,  C.  R.  I.  &  P.  et  al. 
13133  (Sub.   No.  2)— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.   Director 

General,  K.  C.  M.  &  O.  et  al. 
13133  (Sub.   No.  3)— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.  Director 

General,  B.  &  O.  et  al. 
13133  (Sub.   No.  4)— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.  Director 

General,  B.  &  O.  et  al. 
13133  (Sub.   No.  5)— North  Star  Oil  and  Ref.  Co..  Ltd.,  vs.  Director 

General,  Can.  Pac.  et  al, 
13133  (Sub.   No.  6)— North  Star  Oil  and  Ref.  Co.,  Ltd..  vs.  Director 

General,  Can.  Pac.  et  al. 
13133  (Sub.   No.  7)— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.  Director 

General,  Can.  Pac.  et  al. 
13133  (Sub.   No.  8)— North  Star  Oil  and  Ref.  Co.,  Ltd.,  vs.  Director 

General,  Can.  Pac.  et  al. 
March  17 — Chicago,  111.— Examiner  Money: 

13181 — Burlington  Shippers'  Assn.  et  al.  vs.  A.  C.  &  Y.  et  al. 
March  17 — Seattle,  Wash. — Examiner  Hillyer: 
I.   and   S.    1486 — Proportional   class   rates   between   Seattle,    Tacoma, 

Wash.,  and  Portland,  Ore. 
March  17 — Washington,  D.  C. — Examiner  Kephart: 

13281  -Smokeless  Fuel  Co.  et  al.  vs.  N.  &  W. 
March  17 — Vicksburg-,  Miss. — Examiner  Eddy: 

13250— The  Tallulah  Cotton  Oil  Co.  vs.  Mo.  Pac.  et  al. 
March  17 — New  York,  N.  Y. — Examiner  McQuillan: 
13327 — John  Hawkins  &  Sons  vs.  Director  General  and  Erie. 
13329 — Alpha  Portland  Cement  Co.  vs.  Pa.  R.  R.     Portions  of  Fourth 

Section  App.  1625  of  C.  C.  McCain. 
March  18 — Seattle,  Wash. — Examiner  Hillyer: 
13374 — Cascade  Timber  Co.  and  North  Coast  Timber  Co.  vs.  Director 

General,  C.  M.  &  St.  P.  et  al. 
March  18 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1455 — Intermediate  switching  charges  at  Peoria  and  Pekin, 

111. 

13110— The  Minneapolis  &  St.  Louis  R.  R.  Co.  vs.  P.  &  P.  U. 
March  18 — Natchez,  Miss. — Examiner  Eddy: 
13268 — Natchez  Chamber  of  Commerce  et  al.  vs.  the  111.  Cent,  et  al. 

March  18 — Cleveland,  O. — Examiner  Gerry: 

8479 — American  Fork  and  Hoe  Co.  et  al.  vs.  St.  L.-S.  F.  R.  R., 
Director  General  et  al. 

March  18 — Buffalo,  N.  Y. — Examiner  H.  J.  Wagner: 

13287 — Covert  Gear  Co.,  Inc.,  et  al.  vs.  Pa.  R.  R.  et  al. 
March  18 — Tulsa,  Okla. — Examiner  Shanafelt: 

13286 — Empire  Refineries,  Inc.,  vs.  Director  General,  Midland  Val- 
ley et  al. 

13302 — Barnsdall  Refining  Co.,  Bighart  Producing  and  Refining  Co., 

vs.  C.  of  Ga.  et  al. 
March  18 — New  York,  N.  Y. — Examiner  McQuillan: 

12544 — Swift  &  Co.  vs.  Director  General,  Erie  R.  R.  et  al. 
March  20 — Argument  at  Washington,  D.  C. : 

12357 — Ogden  Packing  and  Provision  Co.  vs.  D.  &  R.  G.  et  al. 

12741 — Nevada  Packing  Co.  vs.  Sou.  Pac.  et  al. 

March  20 — Omaha,  Neb. — Examiner  Disque: 

13273 — In  the  matter  of  interstate  and  intrastate  rates  on  ordinary 
live  stock,  in  carloads,  from  points  in  Nebraska  to  Omaha  and 
South  Omaha,  Neb.,  in  their  relation  to  rates  on  the  same  commod- 
ity, in  carloads,  from  points  in  Nebraska  to  Kansas  City  and  St. 
Joseph,  Mo.,  and  Sioux  City,  la. 

March  20 — Washington.  D.  C. — Examiner  Kephart: 
5504 — The  Cotton  Manufacturers'  Assn.  of  South  Carolina  vs.  C.  C.  & 
O.  Ry.  of  S.  C.  et  al.     (Reasonableness  of  rates  via  Va.  &  S.  W. 
R.  R.) 

March  20 — Washington,  D.  C. — Examiner  Bartel: 
13421 — In  the  matter  of  rates  on  bunker  coal. 
Portions  of  fourth  section  apps.  703  of  A.  C.  L.  R.  R. :  1479  of  C.  C. 

&  O.  Ry.;  1760  of  C.  &  O.  Ry.:  1548  of  Sou.  Ry.;  and  1573  of  S.  A. 

L.  Ry.,  and  others  involving  rates  on  bunker  coal. 

March  20 — Chicago,  111. — Examiner  Money: 
13028 — George  Green  Lumber  Co.  et  al.  vs.  Ann  Arbor  R.  R.  et  al. 

March  20 — Toledo,  O. — Examiner  Gerry: 

13328— The  Seneca  Wire  and  Mfg.  Co.  vs.  L.  E.  &  W.  R.  R.  et  al. 
March  20 — Houston,  Tex. — Examiner  Mackley: 

I.  and  S.  1485 — Coffee  from  gulf  ports  to  interstate  points. 

I  and  S.  1485  (first  supplemental  order) — Coffee  rfom  gulf  ports  to 
interstate  points. 

March  20— Buffalo,  N.  Y.— Examiner  H.  J.  Wagner: 
13367 — The  Board  of  Commerce,  Inc.,  of  Lockport,   N.  Y.,  vs.  N.  Y. 

C.  et  al. 
March  20 — Tulsa,  Okla. — Examiner  Shanafelt: 

13102 — Producers'  Refining  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
March  20 — Tacoma,  Wash.. — Examiner  Hillyer: 

13344 — Stone-Fisher  Co.  vs.  Director  General,  C.  M.  &  St.  P. 
March  20 — Washington,  D.  C. — Examiner  Eshelman: 
Valuation    Docket   51 — In   re  valuation   of  property  of  Evansville   & 

Indianapolis  R.  R. 

March  20 — St.  Louis,  Mo. — Examiner  W.  H.  Wagner: 
13217 — Illinois  Glass  Co.  vs.  Director  General,  111.  Term.  R.  R. 
13155 — Roman  &  Bush  Pig  Iron  and  Coke  Co.  vs.  Director  General, 

W.  Md.  Ry.  et  al. 
March  21 — Chicago,  111. — Examiner  Hosmer: 

12071 — Adriatic  Mining  Co.  et  al.  vs.  C.   &  N.  W.  Ry.  Co.  et  al. 
March  21 — Argument  at  Washington,  D.  C. : 

12412 — Texas  Steel  Co.  (R.  S.  Collin  and  W.  H.  Lantz.  receivers)  vs. 

Director  General,  C.  R.  I.  &  P.  et  al. 

12412  (Sub.  No.  1)— Texas  Steel  Co.  (R.  S.  Collin  and  W.  H.  Lantz, 
receivers)  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 
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THE  TARIFF  FILINGS 

Rejections  and  Suspensions 

The  Embargo  Notices,  Modifications,  and 
Cancellations 

The  Fourth  and  Sixth  Section  Orders 

AND  THE 

Consolidated  Classification 
AND 

Railroad  Rate  Committee 

DOCKETS 

Are  All  Now  Promptly  Printed  in 

THE  DAILY  TRAFFIC  WORLD 

AND 

THE  WEEKLY  TRAFFIC  BULLETIN 


Samples  and  full  information  free  on  request 

THE  TRAFFIC  SERVICE  CORPORATION 

.riTh.Tr.ftc  Wo, Id 

Chicago,  III. 


418  South  Market  Street 


North  China 
Line 

Columbia  Pacific  Shipping  Company 
Regular   Direct   Freight  Service  Without  Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dairen 

SS  WEST  KADER  ....  Mir.  27 
SS  LAS  VEGAS    .....  April  17 

Shanghai,  Manila  and  Hongkong 

SS  WEST  KEATS  ----  April  17 

SS  VTNITA  ........  Maj  17 

SS  WEST  CAYOTE  ...  June  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 
'  Yangtze  River  Ports 

For  information  regarding  Space.  Ratci.  etc.,  apply  to 

UNITED  AMERICAN  LINES,  INC,  »  ""tf.-'fc,,,,  aty 
UNITED  AMERICAN  LINES,  INC,  »  ^^J^ill  Slr~tl 
R.  T.  JOHNS  &  COMPANING, 


SS  EASTERN  SAILOR  .  .  Ma;  8 
SS  PAWLET    ......  May  29 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building.  PORTLAND,  OREGON 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THF  "REASONABLENESS"  OF  RATES  ! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as: 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 


505  Colorado  Building 


"At  Your  Service" 


Washington,  D.  C. 
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11889 — Port  Arthur  Chamber  of  Commerce  and  Shipping  vs.  Texar- 
kana  &  Ft.  Smith  Ky.   et  al. 

*  Finance  Docket  1489— In  ru  application  of  Redmond  D.  Stephens,  co- 

receiver,   for  permission   to  abandon   the  Indiana  coal   railway   di- 
vision of  the  C1.  \-    K.    I.   H.  R.  Co. 
March  21 — New  Orleans,  La.— Examiner  Eddy: 

13290 — Secretary  of  War,   operating  Mississippi-Warrior  Service,  vs. 

Aberdeen  &  Kockfish  et  al. 

March  21 — Washington,  D.  C. — Chief  Examiner  Quirk: 
11567 — The   Order  of   United   Commercial   Travelers   of  America  vs, 
Pullman  Co.  (further  hearing). 

March  21 — Chicago,  111. — Examiner  Money: 

13283 — General  Gas  Light  Co.  vs.  Ala.  Gt.  Sou.  R.  K.  et  al. 
March  21 — Detroit,  Mich. — Examiner  Gerry: 

13252— St.  Clair  Brick  Co.  vs.  Director  General,  Grand  Trunk  West- 
ern Ry.  et  al. 

13243 — Wabash  Portland  Cement  Co.  vs.  Ann  Arbor  R.  R.  et  al. 
13289 — Mark  McPaddcn  vs.  Director  General. 
13289  (Sub.  No.  1) — K.  L.  Aylward  vs.  Director  General. 
13289  (Sub.  No.  2) — Mark  McFadden  vs.  Director  General. 
13289  (Sub.  No.  3)— West  Side  Coal  Co.  vs.  Director  General. 
13289  (Sub.  No.  4) — Schmied  Coal  and  Lumber  Co.  vs.  Director  Gen- 
eral. 

13289  (Sub.  No.  5) — West  Side  Coal  Co.  vs.  Director  General. 
13289  (Sub.   No.  6) — A.  L.  Aylward  vs.  Director  General. 
13289  (Sub.  No.  7) — A.  L.  Aylward  vs.  Director  General. 
13289  (Sub.  No.  8) — Union  Coal  Co.  vs.  Director  General. 
13289  (Sub.  No.  9)— Mark  McFadden  vs.  Director  General. 
13289  (Sub.  No.  10)— F.  E.  Burdette  Coal  Co.  vs.  Director  General. 
March  22 — Argument  at  Washington.  D.  C. : 

117 — Magnolia  Provision  Co.  vs.  Director  General,  A.  C.  L.  et  al. 
11495 — Magnolia  Provision  Co.  et  al.  vs.  Abilene  &  Southern  et  al. 
12880— Dean  Mill  Co.  vs.  Mo.  Pac.  et  al. 
12409— >H.  W.  Garrow  &  Co.  et  al.  vs.  Director-General,  G.  H.  &  S.  A. 

et  al. 
March  22— Ft.  Worth,  Tex.— Examiner  Shanafelt: 

I.  and  S.  1491 — Refined  petroleum  from  Oklahoma  to  southern  Illinois. 
March  22 — New  Orleans.  La. — Examiner  Eddy: 

3299 — New  Orleans  Refining  Co.,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 
13336 — Neal  Veneer  Co.  vs.  Marianna  &  Blountstown  R.  R.  et  al. 
March  22 — Portland,  Ore. — Examiner  Hillyer: 
13085 — Sullivan  Lumber  <?o.  vs.  Director  General. 
13199 — West  Coast  Lumbermen's  Assn.   et  al.  vs.   Director  General, 

Sou.  Pac.  Co.  et  al. 
13211 — West  Coast  Lumbermen's  Assn.  et  al.  vs.  Abilene  &  Southern 

et  al. 

March  22 — Chicago,  111. — Examiner  Money: 

I.  and  S.  1490— Grain  from  111.  Cent.  R.  R.  Illinois  points  to  New  Or- 
leans, La.,  for  export. 
March  23— Ft.  Worth,  Tex.— Examiner  Shanafelt: 

*  I.  and  S.  1502 — Brick  from  Texas  producing  points  to  interstate  des- 

tinations. 
March  23 — Argument  at  Washington,  D.  C.: 

J19 — National  Rolling  Mill  Co.  vs.  Director  General,  B.  &  O  et  al. 
12553 — Indiana  Board  and  Filler  Co.  vs.  Director  General  and  B  &  O 
12553  (Sub.  No.  1)— Indiana  Board  and  Filler  Co.  vs.  Director  General 

and  B.  &  O. 
12654 — Terre  Haute,  Indianapolis  &  Eastern  Traction  Co.  vs   Director 

General.  C.  C.  C.  &  St.  L.  et  al. 

12454 — Cannelton  Sewer  Pipe  Co.  vs.  Director-General  and  Sou.  Ry 
12454    (Sub.    No.    1 )— Huntingturg   Pressed    Brick   Co.    vs.    Director- 
General  and  Sou.  Ry. 

12454  (Sub.  No.  2) — U.  S.  Hame  Co.  vs.  Director-General  and  Sou.  Ry. 
12524 — Indiana  Cotton  Mills  vs.  Director-General  and  Sou.  Ry. 
12524  (Sub.  No.  1) — John  Obrecht  Sons'  Mfg.  Co.  vs.  Director-General 

and  Sou.  Ry. 
12524  (Sub.  No.  2)— Tell  City  Woolen  Mills  vs.  Director-General  and 

Sou.  Ry. 
12524  (Sub.  No.  3)— U.  S.  Brick  Co.  vs.  Director-General  and  Sou.  Ry. 


12524  (Sub.  No.  4) — Tell  City  Furniture  Co.  vs.  Director-General  and 

12524  (Sub.  No.  5) — Knott  Mfg.  Co.  vs.  Director-General  and  Sou.  Ry. 
12524  (Sub.  No.  6) — Tell  City  Flouring  Mills  vs.  Director-General  and 

12524  '(Sub.  No.  7)— Tell  City  Water  &  Light  Co.  vs.  Director-General 
and  Sou.  Ry. 

Fourth  Sections  App.  12099  of  P.  R.  R. 
March  23— Battle  Creek,  Mich.— Examiner  Gerry: 

13204 — Kellogg  Toasted  Corn  Flake  Co.  vs.  Ann  Arbor  et  al. 
March  24 — Chicago,   III.— Examiner  Money: 

11757 — Chicago,   St.   Paul,   Minneapolis  &   Omaha  Ry.   Co.   et  al.   vs. 

Great  Lakes  Transit  Corp. 
March  24 — Boston,  Mass.— Examiner  H.  J.  Wagner: 

13408 — The  Atwood-TCrawford  Co.  vs.  Boston  &  Maine  et  al. 


SANTA  FE  SUBSIDIARY  EXTENSION 

The   Traffic   World   Washington  Bureau 

The  Commission  has  authorized  the  Santa  Fe,  by  means  of  a 
certificate  of  public  convenience  and  necessity  issued  to  the 
Dodge  City  &  Cimarron  Valley  Railroad  Company,  all  the  stock 
of  which  is  owned  by  the  Santa  Fe,  to  extend  the  line  of  that 
subsidary  from  a  point  near  Satanta,  Kans.,  through  Haskell, 
Grant,  and  Stanton  counties  in  Kansas  and  through  a  corner  of 
Baca  County,  Colo.,  a  distance  of  about  55  miles,  at  a  cost  esti- 
mated at  $1,400,000.  The  Santa  Fe  has  the  money  and  the  equip- 
ment to  build  and  operate  it.  When  the  road  has  been  com- 
pleted and  leased  to  the  Santa  Fe,  it  is  proposed  to  ask  for  per- 
mission to  issue  securities  with  which  to  reimburse  the  Santa 
Fe  for  the  outlay. 

It  is  estimated  the  Santa  Fe  will  obtain  a  gross  revenue  of 
$239,125  for  the  first  year  and  $840,500  in  the  fifth  year,  by  rea- 
son of  the  construction  of  the  branch.  Of  that  gross  revenue, 
the  branch  will  contribute  $51,500  the  first  year  and  $184,000 
in  the  fifth.  It  is  estimated  the  average  haul  on  the  branch  will 
be  40  miles  and  on  the  Santa  Fe  proper  500  miles.  A  further 
estimate  is  that  70  per  cent  of  the  traffic  will  be  created  by 
reason  of  the  extension,  although  the  population  to  be  served 
now  is  only  2,956.  It  is  a  dry  farming  section  in  which  most 
of  the  land  is  now  devoted  to  grazing.  The  railroads  in  that 
part  of  the  country  are  from  40  to  70  miles  apart.  The  branch, 
according  to  the  Commission's  report,  will  divide  the  territory 
so  as  to  give  a  line  about  midway  between  existing  railroads. 

The  extension  was  located  in  1917  but  the  Railroad  Admin- 
istration stopped  work  in  1918  when  about  70  per  cent  of  the 
right  of  way  had  been  procured.  Contracts  were  extended  and 
the  project  taken  up  after  the  war  and  the  right  of  way  has  been 
procured. 

D.  T.  &  I.  BONDS 

The  Detroit,  Toledo  &  Ironton  has  been  authorized  by  the 
Commission  to  issue  $451,000  of  first  mortgage  50-year  5  per 
cent  gold  bonds,  which  will  be  sold  at  not  less  than  par  for 
cash  to  Henry  Ford  and  members  of  his  family  who  control 
the  property.  The  proceeds  will  be  used  in  reimbursement  of 
expenditures  made  for  additions  and  betterments. 


INTERSTATE   COMMERCE   COMMISSION   HEARINGS 

Requests  lor  official  transcripts  of  testimony  taken  In  proceedings  ol  tbe  Commission  throughout  the 
country  (except  Washington)  should  be  addressed  to  THE  STATE  LAW  REPORTING  COMPANY,  Official 
Reporters  I.  C.  C.,  Woolworth  Building,  New  York,  or  placed  with  the  Official  Reporters  In  attendance 
at  the  hearings.  Authentic  copies  of  transcripts  can  be  had  irom  no  other  source.  The  cost  ol  tran- 
scripts Is  placed  at  the  nominal  rate  of  IV :,  cents  a  page,  fixed  by  the  Commission. 

TRANSCRIPTS  OF  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1,  1920,  CAN  BE  FURNISHED. 
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PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN 


GEORGE  L.  BOYLE 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special   attention   to  Freight   Rate   Adjustment* 

and   Practice   before   the   Interstate 

Commerce  Commission 

Room  806   American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  ENOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDO. .  WASHINGTON,  D.  C. 

(Tor  a  number  of  years  attorney  and  ei- 
amlner,  Interstate  Commerce  Commission,  i 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  years  Attorney-Examiner,  Interstate  Com* 

merer  Commission.  For  ten  years  Commerce  Counsel. 

various  shippers'  organizations,  and  member  National 

Industrial  Traffic  League. 

Munscy  I1I<1(|..  Washington,  O.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  RAID 

ATTORNEY   AT   LAW 

1411-16    Liberty    Central    Trust    Building. 

St.  Louis.  Mo. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
'  OLORADO    BUILDING 
Telephone.   Main  3840 


CHICAOO 

418-430  8.  MARKET  STREET 
Telephone.  Harrlion  8808 


Mr.  Traffic  Man: — 

Have  You  a  Chicago 
Warehousing  Problem? 

Save  yourself  and  your  Company  Time, 
Money  and  Worry  by  distributing  your  prod- 
ucts to  your  midwestern  trade  through  the 
unexcelled  storage  and  traffic  facilities  of 

Chicago's 
Big  Downtown   Warehouse 

located  at  the  Pennsylvania  System's  immense 
Polk  Street  Terminal. 


This    Mammoth    Institution 

is  at  your  disposal,  offering  to  you: 

1.  The  best  space  in  Downtown  Chicago  for 
the  storage  of  spot  stocks  readily  accessible  to 
your  Chicago  trade. 

2.  Superior  facilities  for  breaking  pool  cars 
and  for  prompt  less-carload  reshipment  to  des- 
tinations anywhere  without  cartage. 

3.  Storage-in-transit   privileges. 

4.  The  consistently  conscientious  attention 
of  a  trained  organization. 

Consign  your  cars  in  our  care  and  find  out 
what  constitutes  dependable,  up-to-the-minute 
warehousing  service. 

The  Largest  Public    Warehousing 

Unit  West  of  the  Atlantic 

Seaboard 

Considerate — Efficient — Economical  —  Reliable 

Western  Warehousing 
Company 

Polk  Street  Terminal,  Pennsylvania  System 

CHICAGO 

"At  the  Edge  of  the  Loop"  WILSON  V.  LITTLE,  Supt. 
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PENNSYLVANIA 
TANK  CARS 


PENNSYLVANIA 

P.T.X.5SOO 


P.T.X.SBOC 


TANK     LINE 

SHARON.  PA 


7 


"Pennsylvania"    Construction 

Stands  Up  Under  All 

Conditions 

V  number  of  "PENNSYLVANIA"  Tank 
Cars  have  been  sold  and  leased  for  service 
in  the  Mexican  oil  fields,  where  they  have 
satisfactorily  demonstrated  their  capacity  to 
come  through  the  unusual  traffic  conditions 
of  that  rich  oil  land. 

At  the  left  (bottom)  is  shown  the  top  view 
of  the  "PENNSYLVANIA"  Arch  Bar  Truck; 
directly  above  it  is  a  view  showing  the  slab- 
bing and  running  board  arrangement  as  ap- 
plied to  "PENNSYLVANIA"  Underframes. 
Above  is  a  broadside  showing  the  long  clean 
cut  Tank,  the  Tank  Band  Anchorage,  Dome 
Platforms  and  Miscellaneous  Detailed  Con- 
struction of  the  latest  Type  A-l  D  "PENN- 
SYLVANIA" Tank  Car. 

There  are  more  than  5,000  "PENNSYL- 
VANIA" Tank  Cars  in  the  Pennsylvania 
Tank  Line.  Information  as  to  lease  and 
operation  may  be  obtained  from  any  of  our 
district  offices. 

"After  all,  quality  count*" 

The  Pennsylvania  Tank  Car  Company 

Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 

Sharon,  Pennsylvania 


New  York 
Houston 
Kansas  City 


St.  Louis 

Tampico 

Tulsa 


\ 


'Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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WKento  r««ch  than 


THE  WEST  COAST  OF  MEXICO 


1-VbruaryS.  i9-?-v  I  KI.I'-H  I  AND  IVV^I  NGER  SERVICE  WAS 
RESUMED  on  the  SOUTHERN    I'ACII-IC  RAILROAD  (  >!•    MKXICOto 

Tepic.  in  the  State  of  Nayarit.  This  make-  |x>—  ible  tin-  development  of  the 
agricultural,  mining,  live  stock  and  lumlxT  re*»urce-  of  that  rich  and  fertile- 
section. 

The  climate  and  -oil  of  Nayarit  an-  particularly  adapted  to  the  growing 
<>l  tobacco.  -uyarcane.  corn,  rice,  IKMII-,  bananas  and  winter  vegetables.  The 
State  i>  (overe<l  with  a  luxuriant  growth  of  jira-s  the  \ear  'round,  as  drought 
i-  unknown,  providing  excellent  |*»-ibilitirs  for  cattle  raising. 


A  numlx-r  of  gold  and  silver  ininesju^.'  l>eing  operated  in  .1  small  way  but 
then  .ire  indication-  that,  now  that  the  country  i-  tranquil,  the  mining  in- 
du-try  will  IK-  materially  developed. 


SOUTHERN  PACIFIC  LINES 


NEW  YORK 
165  Broadway 


NEW  ORLEANS 
Pan-American  Bank  Building 


TUCSON, 
Arizona 


GUAYMAS,  SONORA, 
Mexico 


HOUSTON 
Southern  Pacific  Building 


SAN  FRANCISCO 
Southern  Pacific  Building 


Every  Mile  a  Scene  Worth  While 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 
Express  Freight  Services 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,  SAN  DIEGO,  LOS  ANGELES 
SAN  FRANCISCO,  PORTLAND,  SEATTLE,  TACOMA,   VANCOUVER 


MOBILE,  NEW  ORLEANS,  SAN  DIEGO,  LOS  ANGELES,  SAN  FRANCISCO 
PORTLAND,  SEATTLE,  TACOMA,  VANCOUVER 


Through  Bill*  of  Lading  issued  to  and  from  other  North  Pacific  Port*  and  Hawaiian  /Wane/*. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 

Marquette  Bldg.  Lafayette  BIdg.  Oliver  Building          1024  Prudential  Building  Central  BIdg.  Merchants  Exchange      Pierce  Building 

Chicago  Philadelphia  Pittsburgh         .  Buffalo,  N.  Y.  Los  Angeles  San  Francisco  St.  Louis 

Mobile  Liners,  Inc.,  Agents  A.  Le  Blanc,  Agent  Railway  Exchange  L.  C.  Smith  BIdg.         211  Eleventh  St.        Empire  Shipping  Co.,  Agents 

Mobile,  Ala.  New  Orleans,  La.  Portland  Seattle  Tacoma,  Wash.  Vancouver,  B.  C. 


iiere  is 

CUT  YOUR  FREIGHT  RATES 

on    merchandise   shipments 

You  who  have  been  seeking  lower  freight  rates  and  found  that  the  Carriers  could  not 
supply  them,  are  hereby  advised  that  we  can  do  so  through  our 

Consolidated   Carload  Merchandise   Service 

from  Boston,  New  York,  Philadelphia,  Cleveland,  Cincinnati  to  Chicago,  and  from  Chicago  to  any  of  those 
points  mentioned,  as  well  as  to  St.  Louis,  Kansas  City,  Denver,  Los  Angeles,  San  Francisco  and  Seattle. 
This  applies  to  all  merchandise  taking  3rd,  4th  and  5th  class  carload  rates  under  Official  Classifications 
and  5th  class  and  Class  A  carload  rate  under  Western  Classification,  and  means  reduced  freight  charges  and 
prompt  delivery  on  your  L.  C.  L.  shipments. 

To  save  money  ship  your  freight  via  this  merchandise  consolidation  service  of  ours. 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders. 

Consolidators  of  Household  Goods,  Machinery,  Automobiles  and  Pianos  for  Domestic  shipment  and  everything  for  Export. 

General  Offices:  Chicago,  203  South  Dearborn  St. 
Eastern  Offices:  New  York,  Wool  worth  Building 

Boston.  Old  South  Bldg.  Cincinnati.  Union  Trust  Bldg.          San  Francisco.  Monadnock  Bldg. 

Buffalo.  Ellicott  Square  Cleveland.  Hippodrome  Bldg.  Seattle.  Alaska  Bldg. 

Philadelphia,  Drexel  Bldg.  Los  Angeles.  Van  Nuys  Bldg.  Portland,  Oregon,  I3th  and  Kearney  Sts 


Write  the  Nearest  Office. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL. 

(Copyright.  1927.    F,f,«mh  Y«r) 

(Member  of  A.  B.C.) 
A  working  tool  for  traffic  men.  both  industrial  and  railroad;  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 
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All  fubKripconi  an  ptytblt  in  tdvmnci   »nd 


'  at  end  of  ptriod  unleu 


ihould  bt  radt  ptyiblt  to  order  of  THE  TRAFFIC  SERVICE  COR 

PORATION.  Chqta,  «nd  diould  b.  in  O»o»>  or  New  York  ochmg. 

TERMS  Of  SUBSCRIPT/I*! 

ONE  YEAR llt.00 

SIX  MONTHS .    .     t.M 

THREE  MONTHS .    J.M 

SINGLE  COPY M 


418-430  South  Market  Street. 
CHICAGO.  ILL 


Colorado  Building 
WASHINGTON.  D.  C. 


"WOULDN'T  IT  BE  FINE?" 

In  the  ill-bate  between  llovernor  Allen,  of  Kansas, 
and  <iovernor  Milli-r.  <>f  New  York,  before  the  National 
Rivers  and  Harbors  (.'impress  on  tin-  merits  of  the  plan 
for  a  St.  Lawrence  ship  canal,  (ioxernnr  Miller  dwelt 
somewhat  on  the  great  appeal  made  to  the  imagination 
by  this  project  a-  oru-  reason  for  the  acclaim  with  which 
it  has  been  received  in  many  quarters.  Hi-  tin-re  laid 
>n  a  characteristic  of  the  American  public — of 
all  publics.  Hi  greater  or  less  decree,  for  that  matter— 
which  leads  it  to  \isualizc  a  scheme  of  tin-  -on 
"fine  thing"  and  thcreii|>on  to  be  "for  it"  in  Mich  way 
that  much  solid  argument  and  presentation  of  facts  i- 
to  r«ni..\.  the  enthusiasm,  if  it  is  ever  re 
moved. 

"Wouldn't  it  be  a  fine  thing."  the  great  Middle  \\cst 

itself,    "if    we    could    have    the     Atlantic    Ocean 

brought   to  us  so   that   we   might    load   our   products   at 

lake  ports  direct   for   Liverpool   or    Hamburg:   wouldn't 

it  be  fine  if  the  Mauretania  or  the  Leviathan  could  take 

on  passengers  at  Chicago?"     The  answer,  of  course.  U 

that  it  would  be  a  fine  thing:  therefore,  the  conclusion 

Let's   do  it."     And   that  conclusion.   |,v    the   great 

that  gives  the  appearance  of  public  backing,  takes 

little    thought   as    to    the    engineering    feasibility    of    the 

plan:   the   question   as    to   whether   or   not    the   expense 

would    be    prohibitive:    or    the    matter    of    whether    the 

boats  would  use  the  lake  ports  or  the  shippers  u-e  the 

if  they  did  touch  the  lake  j>orts,  when   the  plan 

••ut    into  effect.     The   idea   for  the   St.    Lawrence 

Ship  Canal  may  be  a  good  one  or  it  may  not  be,  but  the 

question    should    be    settled    by    sane    consideration    of 

hard   facts   and   not   by   a   wav<-    of    popular   enthu-ia-m 

aroused  by  somebody's  ability  to  paint  pictures. 

"Wouldn't    it   be   fine,"  ask   these   easily   impi 

of  vision,,  "if  We  had  an  American  merchant  ma- 

If   our    own   goods   could    be   carried    to   foreign 


ports  in  our  own  ships,  and  if  the  American  flag  might 
fly  in  every  port:  if  we  did  not  have  to  depend  on  for- 
eign bottoms  either  in  time  of  peace,  when  commercial 
supremacy  is  the  impelling  motive,  or  in  time  of  war 
when  national  safety  might  be  endangered?"  Certainly 
it  would  he  fine.  "Then."  say  the  visionaries,  "let's 
have  it.  If  subsidy  is  necessary,  then  we  must  have 
the  subsidy."  They  take  little  thought  a>  to  the  eco- 
nomic justice  or  wisdom  of  that  subsidy  -a  tax  paid  by 
the  people  at  large  that  American  ships  may  haul  our 
foreign  commerce  at  a  higher  charge  than  would  be  ex- 
acted by  foreign  bottoms:  they  do  not  even  consider  as 
to  whether  the  result  they  desire  might  not  be  obtained 
by  some  other  better  means.  They  M-i/c  upon  the  first 
suggestion  offered  because  its  proponents  paint  a  mag- 
nificent picture,  in  the  foreground  of  which  waves  the 
American  flag. 

"Wouldn't  it  be  line"  if  the  railroads  of  the  country 
could  be  electrified?  A  popular  waiter  in  a  recent  issue 
of  the  Saturday  Kvening  Post  solves  the  railroad  prob- 
lem conclusively  by  electrifying  all  the  roads.  His  pic- 
ture is  alluring  and  his  arguments  even  convincing.  We 
may  admit  that  electrification  would  solve  the  problem. 
But  how  is  it  to  be  accomplished?  Tin  writer  himself 
tin-  question  and  answers  it  1>\  the  statement  that. 
whatever  the  cost,  it  must  be  accomplished  and,  what- 
ever the  bill,  the  American  people  will  pay  it  if  they 
can  be  aroused  to  the  necessity.  Admitting,  again,  this 
last  statement — that  the  American  people  will  pay  if 
they  can  be  aroused  to  the  necessity — does  anyone  of 
business  s.-niity  believe  thjy  can  be  so  aroused?  The 
billions  of  money  that  would  be  needed  could  be  raised, 
if  at  all,  only  by  some  such  method  as  a  popular  bond 
i«««r.  In  time  of  war  the  people  responded  to  such  an 
appeal  and  bought  liberty  bonds  in  quantities  that  were 
amazing,  even  considering  the  fact  of  their  patriotism 
and  that  their  lives  and  homes  were  threatened.  But 
\\ould  they  do  it  to  solve  the  railroad  problem?  No 
one  would  answer  that  question  in  the  affirmative  now. 
Perhaps,  after  years  of  education  and  after  the  situation 
had  become  much  worse  than  at  present,  they  might. 
And  yet  this  plan  is  constantly  being  put  forward1 
seriously,  by  men  who  speak  without  due  consid- 
eration, as  the  cure  for  our  transportation  ills.  Among 
those  who  have  suggested  it  is  the  President  of  the 
United  States.  Admitting  all  that  might  be  claimed  as 
the  result  of  such  an  achievement,  what  is  the  good  of 
prescribing  a  medicine  that  cannot  be  obtained? 

"Wouldn't  it  be  fine  if  the  railroads  would  volun- 
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GOLF,  IOBIIE  t  KOBTHEBK 

EAILHOAB 
Ain>  CONNECTION* 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  *  N.  R.  R..  M.  *  O.  R.  R..  N.  C. 
A  St.  L.  Ry.,  via  Jackson.  Tenn..  Southern  Ry.  via  Hiddleton,  Tenn.. 
and  Laurel,  Miss.,  Frisco  Line*  via  New  Albany.  Miss.,  A.  &  V.-V.  8. 
A  P.  Rys.,  via  Newton,  Miss.,  Vicksburg,  Miss.,  and  Shreveport.  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  iteamship  line* 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30  p. 
12:30  a. 
12:47  p. 

3:21  p. 

4:20  p. 

4:10  a. 

5:40  a. 

2:30  a. 

5:30  p. 


Mile* 

0  LT.  Jackson,  Tenm.      Ar.    8:00  a.  m.  2nd  day 

83  Lv.  New  Albany, Mis».  Ar.  12:30  a.  m.  2md  day 

next  day  247  Ar.  Newton,    HIM.      Lv.  11:55  a.  m. 

next  day  261  Ar.  Meridian,   Miu.     Lv.     7:35  a.  m. 

next  day  298  Am,  Laurel.    Miu.        Lv.     8 :45  a.  m. 

2nd  day  410  Ar.  Mobile.     Ala.         Lv.  10:00  p.  m. 

2nd  day  448  Ar.  New  Orleans,  La.  Lv.     9 :40  p.  m. 

2nd  day  356  Ar.  Vicksbnrg,  Miss.  Lv.     5:00  a.  m. 

2nd  day  529  Ar.  Shreveport,  La.     Lv.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  point!  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day.  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  point*  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  port*  of  Gnlfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 


MR.  SHIPPER:— 

What  do  you  think  of  our  advertisements  in 
the  Traffic  World  ?  They  are  classy,  aren't  they  ? 
Our  service  is  just  as  good. 

Are  you  among  the  rapidly  increasing  num- 
ber who  are  using  the  Natchez  Route?  If  not,  you 
are  missing  something  that  would  be  a  source 
of  genuine  satisfaction  to  you.  Try  it  and  see. 

Yours  for  service  and  information 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.     622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 
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tarily,  or  under  compulsion  of  the  Interstate  Commerce 
Commission,  reduce  freight  rates  materially?"  A  great 
many  persons  capable  of  reasoning  on  the  subject  do 
not  use  their  reasoning  powers  to  good  purpose  and 
argue  that,  because  it  would  be  "fine,"  it  ought  to  be 
done.  A  still  greater  number  of  people,  who  know 
nothing  of  the  subject  but  whose  ideas  still  go  to  make 
up  public  sentiment,  insist  that  rates  are  too  high  and 
must  come  down.  They  do  not  know.  They  simply 
believe  that  then  should  be  a  reduction  in  the  interest 
of  business.  Undoubtedly  rates  are  high,  though  there 
is  a  good  deal  said  about  their  being  "too  high"  that  is 
rmt  warranted  by  the  facts  as  to  prices  of  other  things 
—house  rent,  -h^e-.  clothing,  amusements,  taxes,  etc. 
But  even  if  they  are  too  high,  they  cannot  be  brought 
down  merely  by  waving  a  wand.  The  people  should 
study  to  learn  why  they  are  so  high  and  what  can  be 
done  to  bring  them  down.  Then,  when  the  cause  is 
found,  it  should  either  be  justified  or  removed.  What 
is  the  cause?  Practically  everybody  agrees  that  it  is 
the  high  operating  costs  of  the  carriers.  What  makes 
these  high  costs?  Chiefly  the  wages  of  labor.  Are 
these  high  wages  justified?  If  they  are,  then  they  must 
not  be  cut  and  rates  must  remain  where  they  are.  If 
they  are  not,  then  they  must  be  reduced.  The  efforts 
of  the  public  ought  not  to  be  wasted  in  mere  outcries 
against  high  rates  and  demands  that  they  be  reduced. 
They  should  be  directed  toward  learning  the  reason 
and  then,  when  that  reason  is  determined,  toward  re- 
moving it. 

Alfred  P.  Thorn,  in  his  argument  for  the  carriers 
before  the  Interstate  Commerce  Commission  in  the  gen- 
eral rate  inquiry,  is  criticised  in  some  quarters  for  say- 
ing that  the  shippers  ought  to  have  directed  their  peti- 
tions for  lower  rates  to  the  Labor  Board  rather  than 
to  the  Commission,  for  the  reason  that  the  Commi--i"ii 
is  powerless  to  grant  reductions  in  rate-  as  long  as  tin- 
Labor  Board  j>crmits  the  high  level  of  wages.  Possi- 
bly there  are  ways  in  which  thi-  statement  of  his  may 
be  attacked  so  as  to  make  it  ap|»ear  a  tactical  error,  or 
to  indicate  a  desire  to  divert  the  attack  to  the  railroad 
laborers.  But  we  think  hi-  statement  will  stand  up, 
for  it  is  the  truth.  At  least,  it  is  the  truth  if  we  and 
most  others  are  correct  in  our  belief  that  railroad 
wages  arc  too  high.  We  do  nut  sec  how  the  Commis- 
sion can  order  or  suggest-  any  material  reduction  in 
rates  without  suggesting  that  it  be  based  on  reduction 
in  labor  cost-.  If  it  docs,  then,  find  that  rates  are  too 
high.we  shall  be  much  interested  to  see  how  it  phrases 
its  finding  without  actually  or  seemingly  to  suggest  to 
another  government  agency  what  that  agency's  decision 
shall  be.  We  have  nothing  on  which  to  forecast  the 
decision  of  the  Commission,  but  we  do  not  see  how  it 
can  avoid  doing  one  of  two  things;  either  it  must  de- 
cide that  there  is  nothing  of  a  radical  sort  to  be  done, 
or  it  must  find  that  rates  are  materially  too  high  and 
point  the  way  to  reductions.  The  Commission  has  no 
knowledge  that  others  familiar  with  the  matter  have 
not,  and  it  is  impossible  for  it  to  find  any  method  by 
which  material  reductions  in  rates  may  safely  be  made 
except  by  means  of  reductions  in  operating  costs ;  and 


reduction  in  operating  costs  means  reductions  in  the 
wages  of  labor. 

We  say  to  the  public,  then,  if  our  reasoning  is  at  all 
correct,  that  its  efforts  ought  to  be  exerted  before  the 
Railroad  Labor  Board  to  show  that  it  is  suffering 
through  high  rates  made  necessary  by  unreasonably 
high  wages  which  the  carriers,  under  the  public-made 
law,  must  pay.  Either  it  should  do  that,  or  it  should 
use  its  endeavors  to  have  the  Labor  Board  abolished 
and  the  business  of  conducting  negotiations  and  mak- 
ing agreements  with  their  men  restored  to  the  railroads. 
Perhaps  it  should  do  both.  The  Labor  Board  at  one 
time  refused  to  hear  the  National  Industrial  Traffic 
League  when  it  tried  to  intervene  in  behalf  of  the  ship- 
ping public  in  the  matter  of  wages  of  railroad  labor. 
But  it  has  since  announced  a  change  of  policy.  When 
i-  the  League  to  make  another  effort?  When  are  other 
business  organizations  or  individuals,  interested  because 
they  pay  the  freight,  to  put  in  their  appearance?  Why 
not  stop  thinking  and  saying  how  "fine"  it  would  be  if 
a  certain  condition  were  to  prevail,  and  do  something 
logical  to  bring  that  condition  about? 

We  would  not  have  it  appear  that  the  public  is  m- 
«  .ipable  of  thinking  clearly  and  that  it  is  always  and 
permanently  misled  by  the  enthusiasm  following  till- 
able presentation  of  a  thing  that  appeals  to  the  imagina- 
tion. Rather,  what  we  mean  is  that  the  tendency  to 
unreasoning  enthusiasm  for  an  alluring  vision  is  an  ob- 
stacle that  has  to  be  met  and  that  makes  the  way  hard 
for  those  who  strive  to  make  sane  progress.  The  atti- 
tude of  the  press  toward  the  merchant  marine  propa- 
ganda is  an  illustration.  The  public,  in  the  main,  fol- 
li.w-  the  press,  or  the  press  reflects  the  views  of  the 
public,  whichever  way  one  prefers  to  put  it:  either  way, 
the  pronouncement-  of  the  press  indicate  public  opin- 
ion. And  the  press,  at  first — with  the  exception  of  those 
organs  habitually  and  constitutionally  opposed  to  the 
administration,  and  a  few  other  publications  that  had 
real  opposite  convictions  and  stood  by  them — was  car- 
ried away  with  the  idea  of  a  powerful  merchant  marine, 
to  constitute  our  weapon  of  commercial  supremacy  in 
time  of  peace  and  our  second  line  of  defense  in  time  of 
war.  Now,  though,  perhaps,  the  majority  are  still 
favorable  to  a  merchant  marine,  made  possible  by  some 
form  of  subsidy,  there  arc  numerous  able  and  honest 
publications  engaged  in  showing  the  economic  unwis- 
of  the  program.  They  are  courageous  enough  to 
ignore  the  aspersions  cast  on  their  loyalty  and  the  in- 
sinuations as  to  the  insidious  influences  to  which  they 
have  yielded.  Indeed,  these  very  insinuations  have,  for 
the  most  part,  ceased,  because  constant  repetition 
showed  how  silly  they  were  and  because  there  were 
ju-t  as  many  insinuations  to  be  made  by  the  other  side 
with  respect  to  "influence"  and  "interest." 

The  two  members  of  Congress,  whose  letters  to  the 
Democratic  members  of  the  Shipping  Board,  who 
sought,  by  writing  to  members  of  their  political  party 
in  Congress,  to  enlist  their  interest  in  the  proposed  ship 
subsidy  legislation,  are  printed  elsewhere,  have  done 
their  bit  to  show  up  the  inconsistent  and  illogical  atti- 
tude of  the  Board.  They  pull  on  it  a  document  com- 
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piled  and  issued  by  the  Board  a  few  weeks  ago  in  which 
it  is  conclusively  and  painstakingly  shown  that  a  policy 
of  ship  subsidy  has  not  been  important  in  the  building 
up  of  the  merchant  marines  of  other  countries,  in  direct 
contradiction  of  the  plea  that  we  must  subsidize  our 
ships  if  we  hope  for  them  to  compete  with  the  subsi- 
dized merchant  marines  of  other  countries.  We  can 
imagine  the  consternation  in  the  Lasker  studio  when 
this  document,  doubtless  compiled  as  the  result  of  sci- 
entific study  by  some  employe  of  the  Board  with  no 
motive  but  to  present  facts,  and  probably  issued  with- 
out the  direct  knowledge  of  anyone  in  authority  who 
might  have  seen  the  boomerang  concealed  in  it,  came 
to  light. 

The  press  of  the  Middle  West  is  also  taking  a  little 
more  sensible  view  of  the  proposed  St.  Lawrence  Ship 
Canal,  now  that  the  first  enthusiasm  is  over  and  reason 
has  begun  to  assert  itself.  Many  of  the  papers  are  be- 
ginning to  ask  questions  that  will  develop  the  truth  and 
show  a  disposition  not  to  be  satisfied  with  the  mere 
claims  of  enthusiastic  supporters  of  the  plan.  That  is 
the  attitude  that  should  be  taken.  What  is  wanted  is 
facts  from  disinterested  persons  capable  of  giving  them. 

Enthusiasm  is  a  great  thing  in  an  evangelist  or 
even  in  a  business  man — after  he  has  proved  to  himself, 
by  searching  inquiry,  the  value  of  the  thing  he  is  pro- 
claiming. But  it  is  an  extremely  bad  thing  until  one 
is  so  satisfied.  It  deceives  those  who  hear  him  or  who 
read  what  he  says,  if  he  is  wrong,  and  it  even  makes 
him  himself  incapable,  generally,  of  seeing  the  truth,  for 
the  most  difficult  of  conversion  is  not  the  one  with  an 
open  mind,  searching  for  light,  but  the  one  who  has 
committed  himself  to  a  given  view  and  who,  by  con- 
stantly repeating  his  error,  becomes  confirmed  in  it. 


HEARING  ON  CONSOLIDATION 


may  be  expected  to  be  urged  against  features  of  its  proposals 
as  to  railroads  in  each  of  the  other  regions. 

No  active  hostility  toward  consolidation  as  such  is  expected. 
Whatever  hostility  develops,  it  is  believed,  will  be  directed 
against  the  details  of  the  plan  laid  before  the  owners  of  the 
railroads.  One  point  that  may  come  up  is  the  accuracy  of  the 
Warfleld  implication  that  the  bondholders,  and  not  the  stock- 
holders, are  the  real  owners  of  the  railroads.  The  operating 
officials,  broadly  speaking,  represent  the  stockholders,  who,  un- 
der the  law,  continue  in  control  of  the  properties  so  long  as 
they  pay  the  interest  on  their  funded  obligations.  The  votes 
of  the  stockholders  of  the  solvent  railroads,  it  has  been  sug- 
gested, will  be  the  controlling  force  in  disposing  of  the  primary 
question  as  to  whether  a  given  railroad  will  or  will  not  become 
party  to  a  consolidation,  regardless  of  the  wishes  of  the  bond- 
holders, if  there  is  a  conflict  between  them.  The  railroad  ex- 
ecutives, at  times,  more  privately  than  publicly,  have  resented 
the  suggestions  of  the  Warfleld  organization  that  they,  and  not 
the  officers  of  the  railroads,  represent  the  properties. 

In  its  announcement  of  the  hearing,  the  Commission  told 
those  interested  they  should  notify  Secretary  McGinty  as  to  the 
probable  time  they  would  require  for  the  presentation  of  their 
Views  to  the  end  that  a  program  might  be  agreed  upon. 

The  Commission,  in  its  tentative  consolidation  plan  of  Au- 
gust 3,  1921,  -proposed  twenty  great  systems,  three  of  which,  if 
the  plan  is  adopted,  will  be  in  the  southeastern  region— namely, 
Nos.  10,  11,  and  12.  The  southern  and  its  subsidiary  and  affili- 
ated lines  would  be  the  backbone  of  No.  10,  the  other  members 
of  that  system  being  the  New  Orleans  Great  Northern  and  the 
Alabama  &  Vicksburg.  No.  11  would  have  for  its  backbone  the 
Atlantic  Coast  Line,  and  Louisville  &  Nashville  and  their  sub- 
sidiaries and  affiliated  lines,  the  Western  Railway  of  Alabama, 
Richmond,  Fredericksburg  &  Potomac,  the  Norfolk  Southern, 
Atlanta,  Birmingham  &  Atlantic.  Winston-Salem  Southbound; 
Roanoke  to  Winston-Salem  branch  of  the  Norfolk  &  Western; 
Florida  East  Coast;  Georgia  &  Florida;  Gulf,  Mobile  &  Northern; 
and  the  Mississippi  Central.  The  third  system.  No.  12,  would 
have  as  its  backbone  the  Illinois  Central  and  its  subsidiaries; 
the  Seaboard  Air  Line;  the  Lynchburg  to  Durham.  N.  C.,  branch 
of  the  Norfolk  &  Western;  Gulf  &  Ship  Island;  Tennessee  Cen- 
tral; and  the  Carolina,  Clinchfield  &  Ohio  if  not  included  in 
No.  11. 

In  his  plan  Professor  Ripley  recommended  the  inclusion  of 
the  Georgia,  Southern  &  Florida  branch  from  Valdosta,  Ga.,  to 
Palatka,  Fla.,  in  a  system  in  which  the  Seaboard  should  be  a 
backbone.  He  recommended  that  the  Richmond,  Fredericksburg 
&  Potomac  and  Florida  East  Coast  retain  their  present  status 
without  inclusion  in  any  system.  He  recommended  the  inclu- 
sion of  the  Carolina,  Clinchfield  &  Ohio  in  No.  10,  of  which  the 
Southern  would  be  the  backbone.  He  made  no  disposition  in  his 
report  of  the  Gulf,  Mobile  &  Northern  and  the  Mississippi  Cen- 
tral. The  professor  recommended  the  creation  of  a  separate  sys- 
tem around  the  Seaboard  Air  Line  but  made  no  recommendation 
as  to  the  Gulf  &  Ship  Island. 
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The  first  formal  step  toward  whipping  into  shape  a  concrete 
plan  for  the  consolidation  of  railroads  into  a  few  large  systems 
has  been  taken  by  the  Commission.  It  has  called  a  hearing  in 
Washington,  April  24,  before  Commissioner  Hall,  on  that  part 
of  its  tentative  plan  of  August  3,  1921,  pertaining  to  the  rail- 
roads in  the  southeastern  region.  The  railroads  in  that  part 
of  the  country  were  selected  for  the  initial  step  because  their 
executive  officers  are  near  Washington  and  can  come  to  the 
capital  city  with  the  minimum  loss  of  time.  The  headquar- 
ters of  the  Southern  are  in  Washington,  the  head  offices  of  the 
Seaboard  Air  Line  in  Baltimore,  and  the  chief  offices  of  the 
other  principal  systems,  except  the  Louisville  &  Nashville  and 
Illinois  Central,  are  not  far  away. 

Thus  far  investment  bankers  constitute  the  only  class  that 
has  shown  anything  other  than  an  academic  interest.  The  chief 
operating  and  traffic  officers  have  taken  no  more  interest  in 
the  suggestion  for  consolidations  than  they  have  taken  in  some 
of  the  rate  cases.  The  bankers,  however,  have  been  anxious 
to  proceed.  The  traffic  and  operating  officials  have  not  shown 
any  hostility.  They  have  been  merely  indifferent  and  interested 
in  tasks  nearer  the  ends  of  their  noses,  as,  for  instance,  the 
Commission's  general  rate  inquiry. 

S.  Davies  Warfleld,  whose  activities  in  legislative  phases 
of  the  railroad  question  have  given  him  considerable  promi- 
nence, is  expected  to  show  great  interest  because,  according  to 
the  contentions  of  the  association  of  which  he  is  the  head,  he 
is  the  spokesman  for  the  real  owners  of  the  railroads,  if  they 
have  any.  The  Commission,  in  making  up  its  tentative  plan, 
did  not  move  as  Mr.  Warfleld  is  supposed  to  desire.  Instead  of 
making  the  Seaboard  Air  "Line  the  main  stem  of  a  great  system, 
with  that  part  of  the  St.  Louis-San  Francisco  between  Birming- 
ham and  Memphis  a  part  of  the  system,  the  tentative  plan  of 
the  Commission  attaches  the  Seaboard  to  the  Illinois  Central. 

While  the  hearing  is  to  be  only  on  the  Commission's  pro- 
posals respecting  railroads  in  the  southeastern  region,  it  is 
believed  it  will  disclose,  in  a  general  way,  the  objections  that 
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The  Commission,  in  preparation  for  the  conference  vith 
the  state  commissioners,  March  17,  appointed  commissioners  Mc- 
Chord,  Hall,  Eastman,  Esch,  and  Lewis  a  commutes  to  meet  with 
the  officials  of  the  states  with  a  view  to  formulating  a  work- 
ing arrangement  whereby  the  state  and  national  authorities 
may  cooperate,  as  suggested  by  the  Supreme  Court,  in  its 
opinion  in  the  Wisconsin  case. 

An  all  day  conference  of  the  committees  was  held.  At  the 
noon  recess  it  was  said  that  an  agreement  had  been  reached  for 
Chairman  McChord  to  be  the  spokesman  for  publicity  purposes, 
and  he  declined  to  say  anything. 

The  state  commissioners  present  were  Jackson  of  Wiscon- 
sin, Taylor  of  Nebraska,  Reed  of  Kansas,  Forward  of  Virginia, 
Wells  of  Massachusetts,  Ainey  of  Pennsylvania,  Smith  of  Michi- 
gan, and  John  E.  Benton,  general  solicitor. 

MONEY  FOR  HIGHWAYS 

The  National  Automobile  Chamber  of  Commerce  has  sent 
out  an  appeal  to  members  to  urge  members  of  Congress  to  sup- 
port the  Post  Office  appropriation  bill  carrying  $50,000,000  for 
federal  aid  for  highway  construction  in  the  fiscal  year  1923, 
$65,000,000  for  1924,  and  $75,000,000  for  1925.  The  bill  has  been 
reported  to  the  Senate  by  the  Senate  committee  on  post  offices 
and  post  roads. 

Discussing  the  bill,  the  Chamber  said: 

The  sums  mentioned  represent  the  ahsolute  minimum  require- 
ments for  the  highway  program.  To  lower  them  would  be  to  decrease 
efficiency  and  to  lower  the  standards  of  road  construction  in  the 
United  States.  Speaking  without  prejudice,  Mr.  Thomas  H.  McDon- 
ald, chief  of  the  Bureau  of  Public  Roads,  recently  stated  that  if  the 
people  of  the  United  States  desire  to  see  a  completed  system  of  7  per 
cent  of  the  highways  of  the  country  within  the  next  decade,  in  his 
judgment  federal  aid  appropriations  would  have  to  be  continued  at 
the  rate  of  $100.000,000  a  year.  The  program  will  take  fifteen  years 
at  the  rate  of  $75,000,000  a  year,  plus  state  and  county  contributions, 
and  twenty  years  at  the  rate  of  $50,000,000  annually.  It  is  evident 
that  losses  in  transportation  costs  due  to  poor  highways  would  far 
exceed  the  cost  of  construction,  if  the  longer  program  is  adopted. 
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Supreme  Court  Decision  in  Texas  Case.  —  Although  at  first 
it  seemed  as  if  the  decision  of  ihe  U.  8.  Supreme  Court  in  re- 
versing the  decisions  of  the  lower  courts  In  State  of  Texas  vs. 
Kastern  Texas  Railroad  Company  and  State  of  Texas  vs.  United 
States  et  al..  might  be  of  prime  importance,  a  careful  reading 
of  the  opinion  written  by  Associate  Justice  Van  Devanter 
brought  a  conviction  to  those  interested  that  it  would  have 
practically  no  bearing  on  the  well-nigh  settled  question  of  the 
extent  of  the  power  of  Congress  over  transportation  within  a 
state.  In  effect,  the  court  said  that  Congress  had  the  right  to 
authorize  the  abandonment  of  railroads  so  far  as  their  inter- 
state and  foreign  commerce  were  concerned,  but  that  it  was 
a  grave  question  whether  Congress  had  the  right  to  authorise 
abandonment  of  intrastate  transportation,  which  does  not  affect 
interstate  transportation.  But  it  Mid  that  question  was  not 
raised  in  the  cases  at  bar  and  could  only  be  raised  by  constru- 
ing the  act  of  Congress  so  as  to  raise  questions  of  its  validity, 
which  would  be  contrary  to  every  canon  of  construction,  the 
chief  of  which  is  that  if  two  constructions  are  possible  the  one 
that  would  allow  the  act  to  be  held  valid  must  be  taken.  The 
court  said  that  If  the  amendments  to  the  act  on  which  the 
abandonment  of  the  Eastern  Texas  wax  authorized  .were  read 
in  connection  with  the  first  section  of  the  interstate  commerce 
law.  it  was  obvious  that  Congress  did  not  presume  to  Interfere 
with  Intrastate  commerce,  as  such.  Therefore,  the  court  said. 
there  could  be  no  question  about  the  validity  of  the  paragraph 
under  which  the  certificate  of  convenience  and  necessity  was 
Issued.  It  said  the  Eastern  Texas  was  not  operated  as  a  part 
of  another  line,  so  that  the  question  of  Its  operation  could  not 
be  of  more  than  local  concern.  Interstate  and  foreign  commerce. 
It  said,  would  not  be  affected  by  any  shortage  in  earnings,  nor 
would  any  carrier  In  Interstate  or  foreign  commerce  have  to  bear 
or  make  good  the  shortage.  In  that  way  the  court  Ignored  th>- 
ownership  of  its  stock  by  the  Cotton  Belt.  The  court,  however, 
was  careful  to  leave  a  way  out.  If  any  such  thing  might  hereafter 
become  necessary,  by  saying  that  It  was  not.  as  If  the  road  were 
a  branch  or  an  extension  whose  nnremuneratlve  operation  would 
or  might  burden  or  cripple  the  main  line  and  thereby  affect 
Its  utility  or  service  as  an  artery  of  Internal*  and  foreign 
commerce.  That  observation.  It  Is  believed.  Is  notice  to  the 
state  of  Texas  that  It  won  only  a  nominal  victory  by  procuring 
the  reversal  of  the  lower  courts,  because  the  Eastern  Texas  was 
not  a  part  of  the  Cotton  Belt  system.  That  was  regarded  as  a 
plain  Intimation  that  If  continued  operation  in  intrastate  opera- 
tion would  cause  any  re«l  drain  on  the  Cotton  Belt,  a  different 
question  would  have  been  Involved. 

Abandonment  Section  of  the  Law.—  A  respectable  »li«-d  com- 
pany of  men  regard  the  abandonment  part  of  the  Interstate 
commerce  law  as  of  about  as  much  Importance  as  Canute's  com- 
mand that  the  sea  should  not  come  any  farther  than  a  specified 
point,  or  Lenin's  order  that  goods  should  be  sold  for  so  many 
rubles,  or  the  Implied  mandate  of  the  anti-trust  laws  that  there 
shall  be  competition  among  traders.  It  may  look  well  In  print 
but  the  trouble.  It  has  been  suggested.  Is  that  men  who  own 
railroads  are  like  horse*  —  they  can  be  led  to  the  trough  but 
they  cannot  be  made  to  drink.  The  practical  side  of  the  propo- 
sition is  put  forward  by  the  question  as  to  bow  any  court  II 
going  to  get  away  with  a  mandate  requiring  a  bankrupt  rail- 
road company  to  continue  the  operation  of  Its  property.  Even 
if  the  company  be  not  bankrupt,  it  Is  suggested,  operation  at 
i  loss  cannot  be  commanded  fo?  long.  The  Missouri  It  North 
Arkansas  was  considered  a  good  case  In  point.  It  arrived  at 
a  point  in  Its  life  when  there  was  no  more  money  to  pay  wages 
or  bills.  Then  It  was  pulled  back  from  death  by  a  loan  from 
the  treasury.  Increased  divisions  from  Its  connections,  and  relief 
from  the  rigors  of  the  wage  and  working  conditions  rules  of 
Hi*-  Labor  Board.  I'nless  those  relief  measure*  keep  It  alive,  all 
the  order*  of  courts  and  commissions  commanding  the  com- 
pany to  keep  going  will  not  save  it.  If  some  local  genius  could 
obtain  It  and  be  allowed  to  operate  It  without  Interference  from 
labor  onions  and  the  like.  It  might  be  made  to  pay  by  using  »ome 
orm  of  internal  combustion  engine  as  a  substitute  for  the  waste- 
I  and  Inefficient  steam  engine.  But,  If  and  when  the  time 
comes  that  it  will  cost  more  than  a  dollar  to  earn  a  dollar  by 
means  of  the  operation  of  that  line,  decisions  declining  the 
•snance  of  certificates  of  abandonment  will  not  keep  It  going. 
Therefore,  the  abandonment  section  is  regarded  with  good 
natured  amusement  by  many  of  those  who  know  that  not  once 
In  a  blue  moon  do  men  deliberately  abandon  a  piece  of  property 
that  should  not  be  given  up. 


Alfred   P.  Thorn's  Argument  —  Shipper*  have  had  no  oppor- 
ilty  to  say  anything  in  formal  answer  to  the  suggestion  of 


Alfred  P.  Thorn  that  they  should  have  addressed  their  requests 
for  lower  rates  to  the  Railroad  Labor  Board.  One  comment 
on  his  contention  has  been  that  he  should  have  addressed  his 
remarks  to  Congress  and  not  to  the  Commission.  Another  sug- 
gestion has  been  that  the  speech  was  not  in  the  most  politic 
form  because  it  might  seem  to  confirm  the  LaFolIette  charge 
that  the  railroad  managers  are  trying  to  bring  about  a  combina- 
tion of  railroads  and  shippers  against  railroad  labor.  It  is 
a  fact  that  not  many  of  the  men  appearing  before  the  Commis- 
sion for  shippers  take  LaFolIette  as  seriously  as  he  takes  him- 
self. It  is  also  a  fact,  it  may  be  pointed  out,  that  millions  who 
do  not  have  an  opportunity  to  appraise  LaFolIette  as  accurately 
as  do  most  of  the  men  who  appear  before  the  Commission, 
think  he  is  a  great  patriot.  It  is  these  millions  who,  it  has 
been  surmised,  may  take  Mr.  Thorn's  speech  as  proof  of  La- 
Follette's  uncertain  and  wabbling  insinuations  about  a  great 
combination  against  the  honest  workingman.  U  is  suggested 
that  if,  as  indicated  by  the  implications  of  Mr.  Thorn's  remarks, 
the  Commission  is  impotent  to  grant  relief  from  high  rates! 
it  was  not  politic  for  the  chief  spokesman  for  the  railroads  to 
rub  such  a  sore  spot  with  verbal  irritants  in  the  form  of  ad- 
vice and  exhortation  to  shippers.  Others,  however,  are  inclined 
to  believe  that  it  was  wise  for  him  to  speak  plainly  so  the 
Commission  may  either  agree  with  him  or  go  on  record  that 
wages  may  not  be  allowed  to  stand  In  the  way  of  an  order 
from  it  directing  that  rates  be  made  "just,"  which  nearly  every 
writer  on  the  subject  has  said,  means  just  not  only  to  the  rail- 
road but  to  the  shipper  as  well.  It  is  admitted  that  the  address 
has  served  to  call  attention  to  the  fact  that  Congress,  on  that 
phase  of  the  legislation  of  1920,  made  a  "bust"  that  may  give 
the  country  many  a  month  of  unrest  when  it  thought  It  was  pro- 
vldlng'for  peace  and  quiet,  by  providing  a  way  for  settling  dis- 
putes about  wages  and  working  conditions  without  strikes. 

N.    Y.   C.   Chicago   Terminal    Case.— It    has   been    taken   for 
granted  that  the  New  York  Central  will  accept  the  conditions 
imposed    by    the    Commission    on    Its    proposed    acquisition    of 
the  Chicago  stock  yards   railroads,  notwithstanding   the  inclu- 
sion  in   those  conditions   of  what   is   becoming  known   as   the 
gar-rote   clause,    in    which   the   Commission   reserves   the  right, 
for  "good  cause  shown,"   to  revoke  the  arrangement— that  is. 
to     make     It     a     revocable     permit.     By     that    reservation    the 
Commission.   It  is  believed,  makes   It   as   hard  as   possible  for 
the   packing  Interest   that  controls   the   roads   to   comply  with 
ihe   mandate  of   the   court    directing   it    to  get    rid   of   the   rail- 
roads.     If    the    New    York    Central    accepts,    then    any    stock 
Issued,  to  provide  for  improvements  of  the  property.  It  has  been 
HUggested.  rests  upon  nothing  more  tangible  than  the  good  will 
of  the  Commission,   because  It  Is  thefsole  Judge  of  what  con- 
•titatM  good  cause.    It  is  conceivable  to  those  who  have  followed 
the    devlnus    course   of    the    government    in    dealing    with    that 
subject,  that  some  day  the  Commission  may  be  composed,  in  Us 
majority,  by  Clenn    K    Plumbs,  or  mannlklns  for  a  body  such 
as  the  Federal  Trade  Commission  was  a  few  years  ago.    In  such 
tn   event,    holders   of  stock   for   which    the   New   York   Central 
would   be  responsible,   would  find  themselves  without  property. 
other  than  the  pieces  of  paper,  because  there  Is  nothing  In  the 
terms  of  the  proposed  permit  subjecting  the  tangible  property 
to  the   liability   thus  created.     The  mortgage  on  the  property 
Is  a  closed  mortgage.     No  more  bonds  may  be  Issued  under  It. 
IU  owners,  by  reason  of  the  government's  attacks  on  It,  could 
not  go  Into  the  open  market  and  get  money  to  Improve  It,  un- 
less they  gave  security  other  than   the  property  itself.     As  a 
terminal    It   could    be  operated,   it   is   believed,   by    its   present 
owners  more  fairly  for  all  concerned  than  any  other  owner  or 
!*•»•*.  because  the  maximum  of  transportation  service  Is  their 
only  Interest.     Lenin  and  Trotsky.  It  Is  believed,  could  hardly 
have  been  more  contemptuous  of  fair  dealing  than  the  govern- 
ment has  been  with  that  property.     It  has  been  suggested  that 
perhapa  the  Commission  Is  trying  to  defeat  the  Federal  Trade 
ifcMMlsslon  and  the  Department  of  Justice  in  their  attacks  on 
that  property  by  proposing  the  garrote  condition.          A.  E.  H. 

RATES  ON  COAL  TO  KANSAS  CITY 

Tht   Traffic   World   Washington  Burtau 

The  Commission  has  opened  the  record  In  I.  and  S.  No   1425 

reduced  rates  on  coal   to  Kansas  City,  for  reargument  March 

The  record  was  opened  again  at  the  request  of  the  carriers 

which  undertook  to  cut  the  rates  on  coal  from  Ihe  Kansas  and 

Arkansas  fields  to  Kansas  City. 

In  disposing  of  the  case  the  Commission  held  that  the  re- 
duced rate*  would  cause  an  undue  preference  for  Kansas  City 
and  unduly  prejudice  St.  Joseph  and  Omaha,  besides  inviting  a 
rate  war  between  the  carriers  involved  while  the  Commission 
was  considering  the  question  of  whether  there  should  be  any 
further  reductions.  In  Its  general  rate  Inquiry. 

LOAN  TO  C.  A  N.  E. 

The  Commission  has  approved  a  loan  of  (31.000  to  the  Cisco 
&  Northeastern  Railway  Co.  to  aid  the  company  in  acquiring  two 
locomotives. 
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BENTON  ON  SWEET  BILL 

The  Traffic   World  Washington  Bureau 

"Our  worst  fears  have  been  realized,"  said  John  E.  Benton, 
general  solicitor  of  the  National  Association  of  Railway  and 
Utilities  Commissioners,  testifying  before  the  House  committee 
on  interstate  and  foreign  commerce,  March  14,  at  the  hearing  on 
the  Sweet  bill,  which  would  restore  to  the  states  control  over  in- 
trastate  rates.  "The  court  (U.  S.  Supreme  Court)  has  said  that 
Congress  intended  by  the  Esch-Cummins  act  to  give  the  federal 
commission  the  power  to  make  the  orders  it  has  made.  The  de- 
cision of  the  court  settles  the  meaning  in  law  of  the  language 
construed,  but,  of  course,  I  do  not  need  to  say  that  the  Congress 
may  determine  (1)  whether  the  court  has  attributed  to  the 
statute  the  actual  intent  of  Congress  and  (2)  whether  the  act 
is  working  in  a  manner  which  renders  amendments  necessary, 
regardless  of  thje  original  intent.  The  last  question,  of  course,  is 
the  all-important  one.  It  is  purely  a  political  question.  The 
court  exercised  its  proper  function  in  determining  the  extent  of 
the  power  of  Congress.  For  all  practical  purposes  that  decision 
may  be  taken  here  as  upholding  the  power  of  Congress  with  rela- 
tion to  interstate  carriers  as  unhampered  by  any  constitutional 
restrictions.  Whatever  this  decision  involves  of  departure  from 
heretofore  constitutional  law  is  purely  inconsequential.  The 
decision  is  the  law,  Congress  has  the  power.  It  is  for  Congress 
to  say  to  what  extent  it  will  use  its  power,  and  to  what  extent 
it  will  permit  governmental  agencies  which  have  existed  since 
the  regulation  of  railroads  began,  created  by  the  states,  to  which 
the  people  are  accustomed,  near  to  the  people,  and  trusted  by  the 
people,  to  exercise  their  heretofore  accustomed  powers. 

"In  order  that  you  may  legislate  most  wisely  to  bring  order 
out  of  the  very  confused  situation  now  confronting  us,  it  is  neces- 
sary, I  think,  that  you  should  understand  the  spirit  and  purpose 
which  actuate  the  state  commissions  of  the  country.  Speaking 
of  them  as  a  body,  theV  are  men  of  ability  and  character  and 
good  sense.  They  are  earnestly  desirous  of  helping  to  solve  in 
a  constructive  way  the  great  transportation  problem  that  con- 
fronts the  country  today,  They  realize  that  it  is  a  national  prob- 
lem, and  that  the  states  they  represent  are  parts  of  the  nation, 
and  that  no  state  can  afford  to  adopt  any  narrow,  selfish  policy, 
and  that  no  such  policy  can  stand  in  the  face  of  the  dominant 
power  of  the  federal  government." 

Mr.  Benton  reviewed  the  efforts  to  bring  about  co-operation 
between  the  federal  commission  and  the  state  commissions  and 
said  that  under  the  transportation  act  the  federal  commission  had 
failed  to  accept  the  proffer  of  the  state  commissions  for  co-opera- 
tion. 

The  orders  made  by  the  Commission,  the  witness  said,  had 
had  the  effect  of  suspending  state  power  "absolutely  and  in- 
definitely." He  insisted  that  there  was  no  excuse  for  "these 
destructive  orders"  on  the  ground  that  the  state  commissions 
were  "niggardly"  in  their  treatment  of  the  roads. 

"The  fact  is,"  said  he,  "that  in  their  endeavor  to  co-operate 
with  the  federal  commission,  and  in  their  desire  to  allow  the  car- 
riers to  secure  adequate  earnings,  they  went  too  far  and  allowed 
too  great  increases,  as  results  have  proved." 

Mr.  Benton  said  the  attempt  to  get  along  "without  any  re- 
gard to  local  situations,  or  to  the  conditions  of  local  business, 
and  even  without  any  regard  to  what  rates  already  were  in 
force,  by  slapping  straight  percentage  increases  on  great  sections 
of  the  country,  without  looking,  so  to  speak,  turned  out  just  as 
the  state  commissions  knew  it  would.  It  has  hurt  business,  and 
it  has  produced  situations  so  absurd  as  to  be  almost  unbeliev- 
able." 

The  idea  of  the  Supreme  Court  seemed  to  be,  Mr.  Benton 
said,  that  the  intrastate  rates  could  be  handled  by  the  state  com- 
mission coming  with  what,  in  effect,  would  be  a  motion  for  re- 
hearing to  the  federal  commission  whenever  it  thought  a  state 
rate  ought  to  be  changed. 

'VLife  is  too  short  for  this  sort  of  thing,"  said  he,  giving 
instances  of  delays  in  cases  where  state  commissions  had  ap- 
pealed to  the  Commission. 

Mr.  Benton  continued  his  statement  before  the  House  com- 
mittee March  15,  going  into  the  details  of  the  history  of  the  in- 
trastate rate  situation  much  along  the  lines  as  developed  by  him 
before  the  Senate  committee  on  interstate  commerce. 

A  suggestion  by  Representative  Parker,  acting  chairman, 
that  the  witness  be  permitted  to  complete  his  statement  without 
interrogation  by  members  of  the  committee  brought  up  the  ques- 
tion of  revision  of  testimony  by  witnesses,  because  Representa- 
tive Hawes  asked  how  long  it  would  be  before  Mr.  Benton's 
printed  testimony  would  be  available.  The  clerk  said  just  as 
soon  as  Mr.  Benton  had  revised  it  and  after  the  members  of  the 
committee  had  put  their  o.  k.  on  it. 

The  discussion  led  Representative  Graham  to  raise  the  ques- 
tion of  the  wisdom  of  permitting  witnesses  to  "revise"  their  tes- 
timony. He  asserted  that  instances  had  come  to  his  attention 
where  witnesses  had  changed  the  meaning  of  their  testimony 
and  that  one  witness  had  substituted  for  his  testimony  before  the 
committee  a  statement  of  50  or  60  pages. 

"What  is  the  use  of  us  sitting  here  hearing  testimony  if 
the  witnesses  change  what  they  say?"  asked  Mr.  Graham. 


It  was  decided  that  the  question  should  be  considered  in  ex- 
ecutive session,  and  Mr.  Benton  was  allowed  to  proceed. 

Mr.  Benton  said  possibly  one  or  two  additional  witnesses 
would  appear  for  the  state  commissions.  Alfred  P.  Thorn,  gen- 
eral counsel  for  the  Association  of  Railway  Executives,  said  the 
railroads  desired  time  in  which  to  go  over  the  printed  testimony 
of  the  witnesses  for  the  state  commissions  before  putting  in 
their  testimony.  The  acting  chairman  said  the  request  would 
be  considered. 

If  that  request  is  granted  and  other  witnesses  are  heard,  as 
no  doubt  there  will  be,  it  appears  that  the  hearings  on  the  Sweet 
bill  may  be  prolonged  indefinitely.  At  this  time  no  action  by  the 
committee  is  expected  at  least  for  a  month  or  two. 

The  Senate  interstate  commerce  committee  has  not  yet  held 
a  meeting  to  determine  what  it  will  do  with  respect  to  the  Cap- 
per and  Nicholson  bills,  which  are  along  the  lines  of  the  Sweet 
bill.  Senator  Cummins,  chairman,  tried  to  get  the  committee 
together  after  the  Supreme  Court  had  decided  the  Wisconsin 
case,  but  was  not  successful.  He  decided  he  would  put  the  mat- 
ter off  until  he  could  get  the  interest  of  the  members  of  the 
committee. 


TRAFFIC  EXCHANGE  WITH  N.  Y.  CANAL 

The  Traffic   World   Washington  Bureau 

The  United  States  Supreme  Court  this  week  denied  a  pe- 
tition of  the  Public  Service  Commission  of  New  York  for  a  writ 
of  certiorari  in  No.  773,  The  Public  Service  Commission  of  the' 
State  of  New  York  vs.  The  New  York  Central  Railroad  Co.  The 
effect  of  th'is  action  of  the  court  is  to  make  final,  decisions  of 
New  York  courts  which  nullified  an  order  of  the  public  service 
commission  requiring  the  New  York  Central  to  establish  inter- 
change of  traffic  at  the  Erie  Basin  Terminal  in  Buffalo  between 
the  railroad  and  the  state  barge  canal. 

In  June,  1920,  the  state  commission  ordered  the  New  York 
Central  "to  establish  interchange  of  traffic  at  the  Erie  Basin 
Terminal  by  operating  upon  the  railroad  tracks  within  such 
Erie  Basin  Terminal  by  such  common  carrier's  own  motive 
power  and  servants,  all  rolling  stock  going  to  or  coming  from 
such  public  terminal  and  compelling  the  carrier  to  spot,  place 
and  remove  such  rolling  stock." 

The  New  York  Central  appealed  to  the  Supreme  Court,  Ap- 
pellate Division,  Third  Department,  of  New  York,  which  held 
that  the  order  and  statute  under  which  the  order  was  made 
violated  the  commerce  clause  of  the  Constitution  of  the  United 
States,  because  Congress  had  excluded  all  state  action  by  enact- 
ment of  section  6,  subdivision  13  (a  and  b),  of  the  interstate  com- 
merce act,  and  that  said  statute  and  order  were  not  within  the 
protection  of  the  Tenth  Amendment  of  the  United  States  Con- 
stitution. The  Court  of  Appeals  of  New  York  sustained  this 
holding. 

The  state  commission  in  its  petition  for  a  writ  of  certiorari 
said  the  Court  of  Appeals  erred  in  the  following  respects: 

(a)  In  holding  that  the  Public  Service  Commission  Law  and  the 
order  made  thereunder  violated   the  Commerce  Clause  of  the  United 
States  Constitution. 

(b)  In  refusing  to  hold  that  the  Tenth  Amendment  to  the  United 
States  Constitution   protected   the   State   statute   and   the   order  made 
thereunder. 

(c)  In    refusing   to    hold    that    Section    6,    Subdivision   13,    of   the 
Interstate    Commerce    Act    violated    the    Tenth    Amendment    of    the 
United   States  Constitution. 

(d)  In   refusing  to  hold   that   the   State   of   New   York   under  its 
reserved  power  over  corporations,  could  displace  or  share  the  control 
of  the  United  States  Government  over  interstate  commerce. 

(e)  In    holding    that    the    Interstate    Commerce    Commission    has 
the  power  to  grant  the  same  relief  afforded  under  the  statute  of  New 
York  and  the  order  of  its  Public  Service  Commission. 

Explaining  the  situation  with  respect  to  the  Erie  Basin  Ter- 
minal, the  state  said: 

The  Erie  Basin  Terminal  is  situated  upon  the  harbor  adjacent 
to  Lake  Erie  within  the  City  of  Buffalo,  N.  Y.  It  consists  of  two 
covered  piers,  500  and  400  feet  long  respectively,  with  necessary  elec- 
trically operated  machinery  for  loading  and  unloading.  The  New- 
York  Central  Railroad  bounds  the  eastern  part  of  the  Terminal  prem- 
ises and  a  physical  connection  between  the  tracks  laid  by  the  State 
and  running  down  to  and  around  the  piers,  has  been  made  with  the 
railroad.  The  New  York  Central  Railroad  reaches  industries  in  the 
City  of  Buffalo  and  actually  interchanges  traffic  with  all  the  railroads 
operating  in  the  city. 

Canal  boats  operating  upon  the  Erie  Canal  come  to  the  Terminal 
piers  to  take  and  discharge  cargo.  Shippers  in  the  City  of  Buffalo 
at  present  have  access  to  the  canal  only  through  the  Terminal.  If 
they  wish  to  use  the  canal  they  must  send  or  bring  their  goods  by 
trucks,  since  the  railroad  claims  we  cannot  compel  it  to  send  its 
engines,  cars  and  crews  beyond  the  point  of  intersection,  upon  our 
premises.  Of  course  it  is  impossible  to  maintain  our  own  engines 
and  crews  and  flat  cars  for  taking  the  goods  from  the  adjacent  rail- 
road to  the  piers. 

The  practical  result  is  that  our  investment  of  $2.300,000  in  the 
Erie  Basin  Terminal  is  almost  a  total  loss  except  for  such  inter- 
changes as  are  made  between  canal  boats  and  ships  and  between 
canal  boats  and  motor  trucks. 


VALUATION  REPORT 

In  a  tentative  valuation  report  on  the  property  of  the  Sainte 
Marie  Union  Depot  Co.,  as  of  June  30,  1916,  the  Commission  has 
found  the  final  value  to  be  $175,360.  The  property  consists  of  a 
passenger  and  freight  terminal  at  Sault  Ste.  Marie,  Mich. 
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Decisions  of  Interstate  Commerce  Commission 


IMPORTED   PICKLED   SHEEPSKINS 

In  a  report  written  by  Commissioner  Hall  on  No.  11510,  Tan- 
ners' Council  of  the  United  States  of  America  et  al.  vs.  Director- 
General,  as  agent,  opinion  No.  7420,  66  I.  C.  C.  415-20,  the  Com- 
mission held  unreasonable  and  ordered  reparation,  the  rate  of 
$2.375  imposed  on  imported  pickled  sheepskins,  in  carloads,  from 
Pacific  ports,  to  Atlantic,  seaboard  destinations,  moving  between 
June  25,  1918,  and  February  14,  1919,  to  the  extent  It  exceeded 
the  contemporaneous  domestic  commodity  rate  of  $1.25  applica- 
ble on  sheep  slats  (green). 

The  Commission  held  that  the  pickled  sheepskins  were  not 
the  tame  as  the  green  slats,  but  that  the  higher  rate  Imposed 
on  the  skins  imported  by  the  millions  of  pounds  to  make  jerkins 
for  the  army,  was  unreasonable.  The  complainants  contended 
that  the  two  things  were  the  same  and  that  the  higher  rates 
constituted  a  mere  overcharge;  or,  in  the  alternative,  if  they 
were  not  the  same,  the  higher  rate  on  the  pickled  skins  was 
unreasonable.  The  report  showed  that  the  slats  were  preserved 
by  nibbing  them  with  salt,  while  the  preservation  of  the  pickled 
skins  was  accomplished  by  using  a  stronger  preservative.  The 
slats,  the  report  said,  were  shipped  in  bundles,  but  the  pickled 
skint,  by  reason  of  the  packing  requirements  of  the  ship  lines, 
were  sent  forward  In  casks. 


RATES  ON   GASOLINE    - 

The  publication  of  a  rate  basis  without  corresponding  rates 
does  not  operate  to  make  inapplicable  the  "intermediate  clause." 
That  Is  the  gist  of  the  Commission's  decision  In  No.  12333, 
Standard  Oil  Company  (California)  vs.  Director-General,  as 
agent  vs.  A.  T.  *  S.  F.  et  al.,  opinion  No.  7431,  «6  I.  C.  C.  472-4. 
The  complaint  alleged  unreasonable  rates  on  eight  carloads  of 
gasoline  from  points  In  Texas  and  Oklahoma  to  Brawley  and 
Callpatria.  Cal.,  and  one  tank  car  load  from  Oreybull.  Wyo..  to 
Klamath  Falls.  Ore.,  and  nine  carloads  of  wrought  iron  pipe  from 
McKeesport.  Pa.,  to  Taft,  Cal.,  six  before  and. three  after  August 
26.  1920. 

The  principal  question  was  as  to  whether  the  rate*  to  more 
distant  points  than  the  destinations  and  junction  points  named 
In  the  complaint,  were  applicable  to  Brawley  and  Callpatria. 
under  the  intermediate  clause.  A  commodity  rate  basis  was 
provided  for  Brawley.  Klamatb  Falls  and  Gosford  but  no  rates 
were  shown  thereunder  for  gasoline  or  wrought  Iron  pipe.  The 
carriers  contended  that  Inasmuch  as  the  points  mentioned  were 
specifically  provided  for.  the  Intermediate  clause  could  not 
operate.  That  Is  to  say  the  basis  was  indicated  but  the  rates 
were  not  stated.  They  claimed  that  that  constituted  a  provid- 
ing for  and  therefore  the  clause  was  not  applicable. 

"But  that  clause  was  applicable."  said  the  Cnnimixdon. 
"when  the  'rates'  were  not  specifically  published  to  or  from  sta- 
tions lese  distant  than  those  to  or  from  which  rates  were  pro- 
vided, and  the  publication  of  a  rate  basis  without  correspond- 
ing rates  did  not  operate  to  make  inapplicable  the  Intermediate 
clause." 

The  Commission  said  Its  rules  required  the  publication  of 
rates  in  a  clear  and  specific  manner,  and  include  a  rule  extend- 
ing rate*  to  Intermediate  points,  which  is  not  subject  to  misin- 
terpretation. It  said  the  tariffs  under  consideration  In  this 
case  should  be  amended  by  the  inclusion  of  a  rule  substantially 
In  accord  with  that  appearing  In  supplement  No.  3  to  Tariff 
Circular  No.  18-A. 

In  accordance  with  the  holding  that  the  intermediate  clause 
rould  not  be  abrogated  by  mere  failure  to  provide  rate*  on  the 
basis  indicated,  the  Commission  held  the  shipments  of  gas*-  • 
line  were  overcharged  to  the  extent  the  charges  exceeded  94.5 
cents  and  on  wrought  Iron  pipe  to  the  extent  they  exceeded  $1.365 
and  11.81  prior  and  subsequent  to  August  26.  1920.  on  pipe  and 
that  the  overcharges  should  be  refunded  promptly. 


rates  so  revised  were  not  in  strict  accordance  with  the  ru'ings 
of  the  Commission,  they  desired  reparation  only  to  the  basis  of 
rates  established  February  29,  1920. 

No  effort  to  justify  the  application  of  scale  III  rates  over 
routes  through  scale  II  territory,  the  Commission  said,  was 
made  by  the  carriers  involved.  They  said  they  thought  they 
had  fully  and  satisfactorily  explained  why  they  desired  to  use 
scale  III  rates  along  the  border  between  the  two  territories  in 
question,  in  the  supplemental  proceedings. 

Reparation  is  to  be  made  to  the  basis  of  the  rates  made 
operative  the  last  day  of  federal  control. 

COAL  RECONSIGNMENT  ORDER 

The  Commission  has  dismissed  No.  12231,  Reeves  Coal  ft 
Dock  Co.  vs.  Director-General,  as  agent,  opinion  No.  7430.  66 
I.  C.  C.  469-71,  holding  that  charges  applicable  on  a  carload  of 
lump  coal  from  Hillsboro,  111.,  to  Blroy,  Wis.,  in  February,  1918, 
reconsigned  to  Wausau,  Wis.,  after  arrival  at  Elroy,  were  not 
unreasonable  or  otherwise  unlawful.  The  question  was  whether 
the  agent  at  Elroy  had  been  negligent  In  the  execution  of  a 
reconsignment  order,  which  was  as  follows:  "Forward  contents 
of  following  cars  to  Wausau  Service  Co.,  Wausau,  Wis.,  W.  & 
L.  E.  72141,  in  transit  to  us  at  Elroy,  Wis."  The  agent  at  Elroy 
received  the  wire  February  20  and  when  the  car  arrived  eight 
days  later  reconsigned  it  to  Wausau,  as  directed  by  the  letter 
of  his  Instruction.  The  complainant  contended  it  was  his  duty 
to  Intercept  the  car  at  Afton  and  apply  the  through  rate  from 
Hillsboro  to  Wausau  Instead  of  the  rates  to  and  from  Elroy. 
The  point  was  made  by  the  Director-General  and  the  railroad 
men  that  the  order  was  Insufficient.  The  Commission  said  the 
plain  meaning  of  the  order,  which  gave  no  fact  other  than  the 
i  ,ir  number  and  that  It  was  en  route  to  Elroy,  was  that  the  com- 
plainant Intended  to  reconslgn  from  Elroy  to  Wausau.  It  held 
the  agent  was  not  negligent.  The  complainant  contended  the 
tariff  gave  no  Instruction  as  to  whom  the  reconsignment  order 
should  be  given  or  what  kind  of  information  should  be  furnished. 
The  Commission  said  such  a  rule,  experience  had  shown,  wa» 
not  necessary  because  common  sense  dictated  that  when  a  man 
desired  the  diversion  or  reconsignment  of  a  car  he  should  give 
information  that  would  enable  the  carrier  to  find  the  car  and 
send  It  along  to  the  point  where  desired.  It  therefore  held 
there  was  no  negligence  on  the  part  of  the  agent  at  Elroy  and 
that.  Inasmuch  as  the  components  to  and  from  Elroy  were  not 
attacked,  there  was  nothing  to  be  done  other  than  dismiss  the 
complaint 


RATES   ON    CEMENT 

The  carriers  of  cement  from  the  gas  belt  cement  plants  and 
from  Dewey,  Okla..  have  been  hauled  up  short  In  a  report  on 
No.  11857.  lola  Cement  Kins  Traffic  Association  et  al.  vs.  Direc- 
tor-General, as  agent.  Cassvllle  *  Exeter  et  al.,  opinion  No.  7435. 
6«  I.  C.  C.  495-500.  by  a  finding  that  the  scale  III  rates  applied 
by  them  to  destinations  In  Nebraska,  South  Dakota,  Wyoming. 
Iowa  and  Missouri  between  August  8,  1918,  and  February  28. 
1920,  were  unreasonable  to  the  extent  they  exceeded  the  rates 
made  operative  February  29.  1920. 

On  the  last  day  of  federal  control  the  cement  rates  were 
revised  and  made  to  apply  through  Superior,  Neb..  Leavenworth. 
Kan.,  and  other  junctions  on  mileages  shorter  than  through 
Kansas  City  and  Omaha.  The  complainants  said  that  while  the 


RATE  ON  WINDOW  GLASS 

A  Molding  of  non-justification  has  been  made  by  the  com- 
mission. In  a  report  on  I.  and  S.  No.  1439  (mimeographed  with- 
out opinion  or  page  number*)  as  to  proposed  Increases  In  the 
rate  on  window  glass.  In  carloads,  from  Kansas  and  Oklahoma 
producing  points,  to  Sioux  Falls,  S.  D.  Schedules  proposing  to 
Increase  the  rate  from  46  to  49.5  cents,  or  3  cents  over  Chicago, 
were  suspended.  At  present,  according  to  the  report,  most  of 
the  rates  from  Oklahoma  and  Kansas  to  Sioux  Falls  are  the 
same  as  those  to  Chicago.  The  carriers  proposed  to  Increase 
the  rate  to  Sioux  Falls  to  align  It  with  the  rate  to  Sioux  City, 
they  said.  They  admitted  that  It  would  be  out  of  line  with 
rates  to  northern  Iowa  and  Minnesota,  but  they  said  that  be- 
cause rates  to  Minnesota  and  northern  Iowa  were  in  a  chaotic 
condition  was  no  reason  for  denying  them  the  privilege  of  deal- 
Ing  with  the  Sioux  Falls  situation.  The  rate  to  Sioux  City,  at 
•jMsient.  Is  higher  than  to  Sioux  Falls.  It  Is  protected  by  a 
fourth  section  order.  The  Commission  said  Sioux  Falls  was  In 
direct  competition  with  Des  Moines,  Albert  Lea  and  other  cities 
In  that  territory.  It  said  that  while  the  increase  proposed  at 
Sioux  Falls  would  remove  the  fourth  section  departure,  it  would 
place  Sioux  Falls  at  a  disadvantage  with  the  cities  mentioned, 
hence  that  the  Increase  was  not  justified. 


RATES   ON    SLAG 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12142,  John  M.  Buckland  vs.  Director- 
General,  as  agent,  opinion  No.  7437,  66  I.  C.  C.,  503-4,  as  to  rates 
on  slag,  from  Emaus,  Pa.,  to  West  Colllngwood,  N.  J.,  In  Novem- 
ber, 1918..  The  Commission  said  the  rates,  ranging  from  $1.80  to 
$2  per  ton,  were  unreasonable  to  the  extent  they  exceeded  $1.30 
per  ton. 


RATES  TO  AND  FROM  WOODBURY,  N.  J. 
An  order  of  dismissal  has  been  entered  in  No.  11800,  Belber 
Trunk  and  Bag  Co.  vs.  West  Jersey  &  Seashore  et  al.,  opinion 
No.  7434,  66  I.  C.  C.,  490-4,  the  Commission  holding  class  and 
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commodity  rates  to  and  from  Woodbury,  N.  J.,  were  and  are  not 
unreasonable,  unduly  prejudicial  or  unjustly  discriminatory,  as 
alleged.  The  object  of  the  complaint  was  to  obtain  for  Wood- 
bury,  eight  miles  south  of  Camden,  N.  J.,  the  Philadelphia-Cam- 
den  basis  of  rates,  particularly  second  class,  because  the  com- 
plainant contended  that  delivery  to  Woodbury  is  less  expensive 
than  at  the  expensive  terminals  in  that  city  and  that,  geographic- 
ally, Woodbury  is  within  the  Philadelphia  rate  zone.  It  further 
contended  that  from  many  points  the  distance  was  less  than  to 
Philadelphia.  Another  point  was  that  Woodbury  was  only  2.75 
miles  from  the  boundary  line  of  the  Philadelphia  zone,  while 
points  much  farther  from  Philadelphia  than  Woodbury,  on  many 
of  their  important  items  of  traffic,  are  given  the  flat  Philadelphia 
rate  basis. 


RATES    ON    COAL    TAR    AND    PITCH 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12178,  City  of  Aberdeen,  S.  D.  vs.  Director- 
General,  C.  &  N.  W.  et  al.,  opinion  No.  7438,  66  I.  C.  C.  505-8,  as 
to  rates  on  coal-tar  pitch  in  carloads  and  coal  tar  in  tank  cars, 
from  Minneapolis  to  Aberdeen,  to  the  extent  they  exceeded  18 
cents  prior  to  August  26  and  24.5  cents  thereafter.  Reparation  is 
to  be  made  to  the  bases  indicated  and  rates  established  in  ac- 
cordance therewith  not  later  than  May  13.  Class-D  rates  were 
applied.  Commissioner  Hall,  in  a  dissent,  said  the  class  rates 
were  the  proper  ones  to  have  applied  and  that  the  commodity 
rates  shown  as  exceptions  to  the  general  rule  of  class-D  rates 
were  paper  rates.  He  said  there  was  no  regular  movement  in 
prospect  warranting  such  an  order  as  the  Commission  had  made. 


IMPORT  RATE  ON  NITRATE  OF  SODA 
The  Commission  has  dismissed  No.  12007,  E.  I.  du  Pont  de 
Nemours  &  Company  vs.  Director-General,  C.  M.  &  St.  P.  et  al., 
opinion  No.  7436,  66  I.  C*.  C.  501-2,  holding  the  import  rate  on 
nitrate  of  soda,  carloads,  from  Tacoma,  Wash.,  to  Ramsay,  Mont., 
is  and  was  not  unreasonable  and  that  the  complainant  had  not 
shown  itself  to  have  been  .damaged  by  the  undue  prejudice  which 
may  have  existed  during  federal  control. 


RATES  ON  GASOLINE 

An  order  of  dismissal  has  been  made  in  No.  12374,  Wofford 
Oil  Co.  et  al.  vs.  Director-General,  as  agent,  New'  Orleans  & 
Northeastern  et  al.,  opinion  No.  7439,  66  I.  C.  C.  509-11,  the  Com- 
mission holding  the  rates  on  gasoline,  in  tank  cars  from  Mereaux 
and  North  Baton.  Rouge,  La.,  to  Birmingham  and  Alabama  City, 
Ala.,  not  unreasonable  or  otherwise  unlawful  between  August  1 
and  November  1,  1918.  The  case  grew  out  of  the  fact  that  the 
4.5  cents  per  100  pounds  commutation  on  petroleum  and  its  prod- 
ucts, ordered  by  the  Railroad  Administration  in  July,  1918,  was 
not  made  operative  as  to  the  complainants'  rates  until  Novem- 
ber, whereas  from  competing  points  it  became  operative  in 
August. 


MO.  &  N.  ARK.  DIVISIONS 

Believing  the  Missouri  &  North  Arkansas  to  be  a  public 
necessity  in  its  entirety  and  that  operation  thereof  should  be 
resumed  and  continued,  the  Commission,  in  a  report  on  No. 
13345,  in  the  matter  of  divisions  of  joint  rates  between  the  Mis- 
souri &  North  Arkansas  and  its  connections  (mimeographed 
without  opinion  or  page  numbers),  has  ordered  the  connections 
of  that  carrier  to  increase  the  divisions  out  of  joint  rates  as 
of  March  1,  1922.  The  order  is  two-fold  in  form.  The  first  part 
of  it  says  the  connections  shall  not  receive  more  than  a  certain 
percentage  of  the  divisions  existing  January  1,  while  the  other 
part  says  the  remainder  shall  accrue  to  the  Missouri  &  North 
Arkansas.  The  divisions  of  joint  rates  as  to  which  the  Mis- 
souri &  North  Arkansas  is  an  intermediate  carrier,  the  order 
says,  shall  not  be  affected  by  it.  As  to  joint  rates  increased 
pursuant  to  the  authority  contained  in  fourth  section  order 
No.  8128,  or  under  special  permission  No.  56751,  the  order  says 
the  entire  increase  shall  be  added  to  the  revenue  accruing  to 
the  Missouri  &  North  Arkansas.  A  further  direction  is  that 
the  divisions  resulting  from  the  rule  laid  down  in  the  report 
shall  be  reduced  as  far  as  practicable  to  two  figure  percentages. 

To  the  end  that  the  Commission  may  keep  its  fingers 
on  the  pulse  of  the  patient  and  supervise  the  efforts  made  for 
its  restoration  to  health,  the  order  requires  the  connecting  lines 
and  the  Missouri  &  North  Arkansas  to  report  on  or  before  May 
15  the  divisions  established  under  this  order,  together  with  the 
number  of  tons  and  ton-miles  for  the  year  ended  December  31, 
1917,  and  revenues  to  include  all  increases  of  rates  effective 
since  1917,  including  increases  under  fourth  section  order  No. 
8128  and  special  permission  No.  56751,  of  each  of  the  carriers 
with  respect  to  freight  traffic  moving  under  joint  rates'  between 
each  of  the  stations  or  groups  of  stations  for  which  such  divi- 
sions are  determined  and  thereafter  to  report  jointly  the  num- 
ber of  tons,  ton-miles,  and  the  revenue  with  respect  to  such  traf- 
fic actually  interchanged  In  the  period  from  January  1  to  June 
30,  1922,  and  for  the  period  from  July  1  to  December  31,  1922, 
also  inclusive. 


The  Commission's  order  gives  to  the  Missouri  &  North 
Arkansas  an  increase  in  revenue  of  20  per  cent  from  the  Atchi- 
son,  Topeka  &  Santa  Fe;  Kansas  City  Southern;  Missouri,  Kan- 
pas  £  Texas;  and  the  St.  Louis-San  Francisco;  a  division  of 
25  per  cent  from  the  St.  Louis  Southwestern;  15  per  cent  from 
the  Rock  Island  and  10  per  cent  from  the  Missouri  Pacific  and 
the  Yazoo  &  Mississippi  Valley,  including  the  Illinois  Central. 

The  Commission's  order  in  this  case  was  based  upon  the 
assumption  that  the  revised  interstate  commerce  law  vests  in 
it  discretion  to  require  the  distribution  of  the  revenues  of  car- 
riers for  the  maintenance  of  railroads  which  in  its  opinion  are 
necessary  jn  the  public  interest.  In  its  report  the  Commission 
said:  "It  appears  that  specific  authority  and  direction  are  given 
us  to  consider,  among  other  things,  the  'importance  to  the  pub- 
lic of  the  transportation  service'  of  the  carriers  concerned."  In 
support  of  that  view  it  quoted  its  own  decisions  in  Pittsburgh  & 
West  Virginia  vs.  P.  &  L.  E.,  61  I.  C.  C.  272,  and  New  England 
Divisions,  66  I.  C.  C.  196. 

The  report  recites  the  history  of  the  bankrupt  railroad, 
which  has  not  been  in  operation  since  last  July,  together  with 
the  25  per  cent  reduction  in  wages  authorized  by  the  Railroad 
Labor  Board  and  the  appointment  of  a  committee  of  the  traffic 
managers  of  connecting  lines,  all  with  a  view  to  restoring  the 
railroad  to  operation.  The  committee  of  traffic  managers  found 
that  using  the  tonnage  that  was  moved  in  1917  and  applying 
to  it  the  rates  and  costs  of  operation  in  effect  November,  1920, 
a  deficit  of  $515,844  would  have  resulted  in  1921  had  the  rail- 
road continued  in  operation.  Three  plans  for  continuing  the 
toad  in  operation  were  suggested  by  the  traffic  managers:  (1) 
diversion  of  tonnage  from  other  roads  to  the  Missouri  &  North 
Arkansas;  (2)  increased  divisions  of  rates  on  interline  freight 
traffic;  and  (3)  increased  freight  rates.  The  first  plan  was  dis- 
carded because  the  amount  of  available  traffic  unrouted  by  ship- 
pers was  too  small  to  affect  the  situation  materially.  The  second 
plan  was  modified  by  substituting  a  25  per  cent  decrease  in 
wages  amounting  to  $310,000  per  annum.  Increased  divisions 
were  not  recommended  by  the  traffic  managers.  Instead  they 
favored  the  third  plan,  claiming  that  yearly  earnings  might  be 
increased  approximately  $208,673  by  increasing  through  rates, 
the  entire  increase  in  each  instance  to  accrue  to  the  Missouri  & 
North  Arkansas,  on  grain  and  grain  products,  petroleum  prod- 
ucts, cement,  brick,  and  fertilizer  5  cents  per  100  pounds;  coal 
$1  per  net  ton;  salt,  packing  house  products  and  merchandise, 
25  per  cent. 

During  the  consideration  of  plans  for  reviving  the  Mis- 
souri &  North  Arkansas,  some  of  its  connections  suggested  the 
abandonment  of  the  southern  end  of  that  road. 

"In  the  light  of  the  evidence  submitted,"  said  the  Commis- 
sion, "we  believe  that  this  railroad  is  a  public  necessity  in  its 
entirety  and  that  its  operation  should  be  resumed  and  continued." 


COKE  RATES  FROM  ST.  PAUL 

A  holding  of  unreasonableness  and  undue  prejudice  as  to 
rates  on  coke  from  St.  Paul  to  Iowa,  Illinois,  South  Dakota, 
Michigan  and  Wisconsin  points,  and  an  order  to  establish  rates 
not  later  than  June  6  have  been  made  in  No.  11460,  Minnesota 
By-Product  Coke  Company  vs.  Director-General,  Chicago,  Bur- 
lington &  Quincy  et  al.,  opinion  No.  7433,  66  I.  C.  C.  480-9.  The 
rates  to  be  established  to  Illinois.  Iowa  and  South  Dakota  are  to 
be  in  accordance  with  the  rates  shown  in  the  following  table: 

From  St.  Paul,  Minn.,  to —  Rate. 

Iowa: 

Mason    City     $2.43 

Charles    City    2.43 

Waterloo    2.97 

Kort    Dodge     2.97 

Marshalltown     3.105 

Cedar  Rapids   3.105 

Des  Moines   3.105 

Sioux  City   3.51 

Clinton     « 3.51 

Council  Bluffs 4.05 

Illinois: 

Chicago     3.51 

Moline     3.51 

Rates  from  St.  Paul  to  all  points  in  South  Dakota  east  of  the 
Missouri  river,  the  Commission  said,  should  not  exceed  rates  con- 
structed on  the  basis  of  the  distance  scale  of  rates  on  coke  con- 
temporaneously in  effect  from  Duluth  to  the  same  destination, 
territory. 

As  to  rates  to  other  territories  mentioned  in  the  condemna- 
tion, the  Commission  said  it  expected  the  carriers  promptly  to 
establish,  subject  to  the  Ex  Parte  74  increases,  rates  not  higher 
lhan  those  proposed  by  them  at  the  hearing,  to  points  in  Michi- 
gan and  Wisconsin,  observing  the  $3.51  rate  prescribed  in  the 
order  in  this  case  for  application  at  Chicago,  as  the  maximum  at 
Milwaukee  and  other  points  in  Wisconsin  now  taking  the  same 
rate  as  Chicago,  including  Madison,  Janesville,  Lone  Rock,  Port- 
age, Ripon,  Oshkosh  and  Shawano.  Rates  to  points  in  Iowa 
other  than  those  named  in  the  table,  the  Commission  said,  should 
be  adjusted  in  harmony  with  the  rates  to  the  points  named. 

The  South  Dakota  commission,  as  intervener  in  the  case  in 
behalf  of  the  complainant,  asked  for  the  establishment  of  rates, 
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to  destinations  west  of  the  Missouri  river.  The  Commission, 
however,  said  the  territory  west  of  the  river  was  not  included  in 
the  list  of  typical  points  to  which  the  complainant  was  asking 
rates  and  that  the  record  was  not  adequate  for  it  to  prescribe 
any.  Aa  a  word  of  comfort,  however,  it  observed,  speaking 
through  Commissioner  Daniels,  that  the  revision  required  to 
points  east  of  the  river'would  necessitate  a  revision  west  there- 
of, where  transportation  conditions  were  admittedly  less  favor- 
able. Mr.  Daniels  said  he  believed  the  initiative  in  this  matter  of 
rates  west  of  the  river,  for  the  present,  should  be  left  with  the 
carriers. 

Reparation  was  claimed  by  the  complainant,  as  to  shipments 
in  Minnesota,  during  federal  control,  because  the  rates  on  coke 
were  higher  than  those  on  anthracite  coal,  while  Immediately 
thereafter  the  Minnesota  commission  said  the  anthracite  rates 
should  be  the  measure  of  rates  on  coke.  Commissioner  Daniels, 
after  setting  forth  the  facts  about  the  lighter  loading  and  lower 
car  earnings  from  coke  traffic,  said  the  anthracite  coal  rates 
were  not  the  proper  basis  for  rates  on  coke  during  federal  con- 
trol and  that  the  record  did  not  otherwise  establish  the  rates  on 
coke  during  federal  control  as  unreasonable. 

As  to  reparation  on  the  rates  held  unreasonable  and  unduly 
prejudicial,  the  Commission  denied  reparation  on  the  ground  that 
it  had  done  so  in  the  Holmes  and  Hallowell  case,  and  for  the 
further  reason  that  the  Commission  did  not  consider  the  rates  in- 
trinsically unreasonable.  In  leading  up  to  the  denial  of  repara- 
tion on  that  ground  the  Commission  said: 

I'p  to  the  time  that  complainant'*  plant  commenced  operations  at 
St.  Paul  there  was  practically  no  movement  of  coke  within  the  state 
of  Minnesota,  and  no  demand  for  the  establt*hment  of  commodity 
rates.  Class  D  rate*  being  applicable.  In  February.  HIS.  distance 
modify  rates  were  established  from  St.  Paul  to  Minnesota  points 
h  rates,  while  said  to  hare  been  not  entirety  satisfactory  to  rom- 
plainant.  were  accepted  by  It  as  meeting  Its  Immediate  needs.  Ijiter 
complainant  sought  to  extend  the  market  for  Its  coke  to  points  In  ad- 
Joining  states  to  which  there  bad  previously  been  little.  If  any.  move- 
Paul  or  other  Minnesota  points  and  consequently  no 
demand  or  necessity  for  the  establishment  of  commodity  rate*  or  for 
•It IBS]  consideration  to  the  rates  from  St.  Paul.  In  the  Holmes  * 
Hallo wr II  case  a  general  readjustment  was  require.!  in  the  rates  on 
coal  from  Iniluth  to  points  In  South  Dakota,  and  other  states,  which 
carried  with  It  a  corresponding  readjustment  of  the  rates  on  coke 
from  Imluih.  We  have  found  that  a  similar  readjustment  of  coke 
rates  should  be  made  from  St.  I'aul  to  South  Dakota  and  Iowa  points 
and  that  to  Michigan  and  Wisconsin  points  commodity  rates  should 
be  establl«he<l  In  lieu  of  the  present  rates,  which  are  generally  on  the 
Class  D  basis.  No  reparation  was  awarded  In  the  Holmes  *  Hallowell 
case  on  the  ground  that  no  damage  had  been  shown  on  account  of  the 
undue  prejudice  found  to  exist  and  that  we  were  prescribing  a  new 
rate  adjustment.  For  similar  reasons,  and  for  the  further  reason 


that  we  are  of  opinion  and  find  that  under  all  of  the  circumstances 
tile  rates  assailed  were  not  intrinsically  unreasonable  during  the 
period  for  which  reparation  is  sought,  no  reparation  will  be  awarded 
in  this  proceeding. 

The  Holmes  &  Hallowell  case  Is  now-  pending  further  considera- 
tion on  reargument  and  our  findings  herein  are  without  prejudice  to 
such  modification,  if  any,  as  may  become  necessary  as  the  result  of 
any  modification  of  our  conclusions  in  that  proceeding. 

RATES  ON  GRAIN  TO  ARKANSAS 

A  finding  of  undue  prejudice  as  to  rates  on  grain  and  grain 
products  from  St.  Louis,  Cairo,  and  Thebes  to  local  non-com 
petitive  points  in  Arkansas,  and  undue  preference  for  Little  Rock, 
Pine  Bluff,  Fort  Smith  and  Memphis,  has  been  made  in  a  report 
written  by  Commissioner  Meyer  in  No.  10592,  Arkansas  Jobbers' 
and  Manufacturers'  Association  vs.  Chicago,  Rock  Island  &  Pa- 
cific, Director-General  et  al.,  opinion  No.  7432.  66  I.  C.  C.  475-9. 
The  carriers  are  lo  remove  the  undue  prejudice  not  later  than 
June  6  by  establishing  rates  on  wheat,  with  rates  on  coarse 
grains  10  per  cent  less,  not  in  excess  of  the  following:,  as  the 
base: 


From 

From  Cairo 

St.  and 

To                         Louis.  Thebes. 

Cents.  Cents. 

Blytiieville     IS 

Osceola     12  19.5 

Newport     22  19.5 

Wynee    23  M.I 

Batesvllle     23  JO. 6 

l-lks    23 

Parkin     

Forrest    City 23  H   I 

Kensett    S3  20.5 

Rogers     25  IS. I 

•>    l:...-k 25  H    . 

...     26 

Slloam     Spilngn...     26  23.5 

•otter    27 

Hot   Springs    ...  14. 5 


From 

From  Cairo 

St.  and 

To                         Louis.  Thebes. 

Cent*.  Cents. 

McQehee     28  2.1.. "i 

Dermott     28  25.5 

Arkansas    City....     28  Hi 

Montlcello     29  26. 5 

Fordyce    29  26.5 

Prescott     29  26. 6 

Kintora      29  26.5 

Hamburg     SO  27.5 

Warren     27.:, 

Hope SO  27.5 

Ca.mten     30  27..' 

Kl    Dorado    31  28.5 

N'ashvlll.-     31  28. R 

Mena    31  28.5 

De   Queen    33.5 
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and  the  following  named  points  In  Arkansas  local  rates  in  cents 
per  100  pounds  which  will  not  be  less  than  those  set  out  in  the 
following: 

.From  Caiiu 
From  St.  Louis,  and  Thebes. 

To  Little  Mock    25  cents  22.5  eenis 

To  Pine     muff     27  cents  24.5  c.-nt.s 

To  Fort  Smith    28  cents  26.5  cents 

The  rates  named  In  the  table,  however,  are  not  the  ones  that 
will  apply.  They  are  subject  to  Kx  Part.'  74  increases,  and  the 
reductions  ordered  in  the  western  grain  cane,  64  I.  C.  C.  85. 


RATES  ON  TIRE  CARRIERS 

In  a  tentative  report  on  No.  12500,  Chevrolet  Motor  Co.  of 
New  York  vs.  Director-General,  as  agent.  Grand  Trunk  Western 
Railway  Co.  et  al..  Rxamlm-  Paulson  has  recommended 

dismissal  of  the  complaint  on  a  holding  that  rates  charged  on 
automobile  tire  carriers  from  Detroit  and  Jackson,  Mich.,  to 
Tarrytown.  X.  Y  .  were  not  unreasonable. 

The  complainant  sought  reparation  on  shipments  made  on 
and  after  January  22.  1920.  and  the  establishment  of  a  classifica- 
tion Item  to  cover  automobile  tire  carriers,  loose  or  In  packages, 
carload,  minimum  weight  30,000  pounds,  at  a  rating  not  In 
excess  of  that  applicable  to  automobile  parts,  n.  o.  1.  b.  n..  Iron 
or  steel,  in  carloads. 

Fourth-class  rating  applicable  to  hardware,  iron  or  steel,  n.  o. 
I.  b.  n..  was  applied  to  the  shipments,  and  rates  of  41  cents  from 


Is  that  they  shall  not  ,  M  .  .-il.  for  the  future,  for  a  single  line 
haul,  a  scale  beginning  with  .r>.5  cents  for  10  miles  and  under, 
progressing  by  half  cent  jumps  for  10-mile  blocks  to  110  miles, 
and  then  by  half  cent  increases  for  20-mile  block  to  460  miles, 
and  then  by  a  half  cent  Increase  for  the  distances  over  461  miles 
and  up  to  500  miles,  the  rate  for  the  last  mentioned  distance  to 
be  21  cents.  For  two  or  more  line  hauls  by  the  shortest  reason- 
able and  workable  routes  he  recommended  the  addition  of  1.5 
cents  per  100  lb.,  minimum  $7.50  per  car. 

A  further  recommendation  Is  that  the  present  rates  on  the 
same  commodities  from  Sioux  City  and  Sargent's  Bluff  to  destina- 
tions In  South  Dakota  east  of  the  Missouri  River,  in  Minnesota 
and  In  Nebraska  are  and  for  the  future  will  be  unduly  prejudicial 
to  the  complainants  and  unduly  preferential  of  their  competi- 
tors at  St.  Paul.  Minneapolis,  Mason  City,  DPS  Moines,  St.  Louis, 
and  the  so-called  Kansas  gas  belt  groups  to  the  extent  they 


•  it  and  46  cents  from  Jackson,  prior  to  August  26.  1920.  aad     lM**d  or  m»v  exceed  the  contemporaneous  rates  for  correspond 

Ibs.     Ing  distances  from  such  competitive  points. 


57.5  cents  and  64.5  cents,  respectively,  thereafter,  per  100 
w.-re  charged.  The  complainant  contended  that  the  rates 
charged  were  unreasonable  to  the  extent  that  they  exceeded  the 
5th  class  rates  applicable  on  automobile  parts,  n.  o.  1.  b.  n.,  ma- 
chinery and  certain  other  commodities  claimed  to  be  analogous, 
the  examiner  said.  He  pointed  out  that  in  Bulck  Motor  Co.  v. 
Director-General.  60  I.  C.  C..  669,  the  Commission  held  that 
similar  tire  carriers  were  not  automobile  parts  and  that  the  4th 
class  rates  were  applicable  and  were  not  unreasonable  during 
federal  control. 


RATES  ON  BRICK,  ETC. 

In  a  tentative  report  by  Examiner  C.  I.  Kephart  on  No.  12708, 
Ballon  Brick  Co.  et  al.  vs.  Santa  Fe  et  al.,  a  recommendation 
has  been  made  to  the  Commission  that  rates  on  brick  and  allied 
clay  products  taking  the  same  rates,  from  Sioux  City  and 
Sargent's  Buff.  la.,  to  destinations  in  South  Dakota  east  of  the 
Missouri  River,  in  Minnesota  and  In  Nebraska,  be  held  unreason- 
able and  unduly  prejudicial  and  preferential.  His  recommends- 


Kephart  said  the  record  would  not  sustain  a  finding  as  to 
rates  to  or  from  point  in  other  states  named  In  the  complaint 
nor,  said  he,  could  a  finding  be  made  as  to  proper  relationship  of 
rates  to  points  In  South  Dakota  west  of  the  Missouri  River.  The 
rates  to  that  part  of  South  Dakota,  he  said,  should  be  left  to 
the  carriers  to  be  graduated  upward  properly  from  the  river 
westward.  He  said  that  in  certain  respects  the  record  in  No. 
11672,  Mason  City  Brick  t  Tile  Co.  vs.  Director-General  et  al.. 
now  pending,  dealth  with  questions  treated  In  this  case  and 
that  that  one  should  be  considered  in  the  disposition  of  this 
case. 


RATES  ON  WHEAT  AND  FLAX 

Kxamlner  H.  J.  Wagner,  In  a  tentative  report  on  No.  12967.  C. 
H.  Hammond  et  al.  vs.  Midland  Continental  Railroad  et  al.,  has 
recommended  a  finding  that  rates  applicable  on  wheat  and  flax 
from  Mlllarton  and  Sydney.  N.  D..  to  Minneapolis  and  Duluth, 
Minn.,  were  unreasonable  and  that  reparation  be  awarded.  The 


lion  with  regard  to  rates  from  Sioux  City  and  Sargent's  Bluff     shipments   moved    In   October,    November   and    December,    1912, 


582 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  11 


and  January,  1913.  They  were  shipped  over  the  Midland  through 
Franklin,  N.  D.,  to  Edgeley,  N.  D.,  and  beyond  to  Minneapolis 
or  Duluth  over  either  the  Milwaukee  or  the  Northern  Pacific.  The 
applicable  combination  rates  were:  On  flax,  21c,  made  up  of  6.5 
cents  to  Franklin  and  14.5  cents  beyond,  and  on  wheat,  from 
Sydney,  20.5  cents,  composed  of  6  cents  to  Franklin  and  14.5 
cents  beyond;  and  from  Millarton,  20  cents,  made  up  of  5.5 
cents  to  Franklin  and  14.5  cents  beyond.  On  January  18  and 
February  13,  1913,  the  Franklin  rates  were  made  applicable 
from  Millarton  and  Sydney  via  the  Milwaukee  and  the  Northern 
Pacific,  respectively,  and  the  examiner  recommends  reparation 
to  the  basis  of  those  rates.  The  examiner  said  the  Commission 
should  deny  the  claim  of  J.  G.  Brady,  one  of  the  complainants, 
for  interest  from  December  1,  1915,  on  an  amount  awarded  him 
by  order  issued  March  22,  1920,  in  special  docket  No.  48055, 
covering  unreasonable  charges  on  grain  moving  during  the  period 
concerned  in  this  case  because  the  Commission's  practice  was  to 
deny  interest  on  claims  accruing  prior  to  November  1,  1914,  and 
submitted  for  disposition  on  the  informal  docket 


In  others  the  cars  were  reshipped  without  the  breaking  of  the 
seals. 

The  examiner  said  the  Commission  should  give  the  com- 
plainant and  the  carriers  thirty  days  in  which  to  straighten  out 
the  tangle  and  then  that  the  case  should  be  dismissed,  unless 
the  parties  told  the  Commission  they  could  not  settle  their  dis- 
putes. 


ILLINOIS  COAL  RATES 

It  is  the  view  of  Examiner  C.  I.  Kephart,  expressed  in  a  pro- 
posed report  on  No.  12711,  Perry  County  Coal  Corporation  et  al. 
vs.  East  St.  Louis  &  Suburban,  that  the  Commission  should  make 
an  order  of  dismissal  on  the  ground  that  the  complaint  rested  on 
too  narrow  a  foundation  to  warrant  it  disrupting  what  he  said  was 
the  long  standing  group  relationship  of  coal  mines  in  the  Illinois 
mining  territory  just  east  of  East  St.  Louis.  He  said  the  com- 
plaint alleging  the  applicable  group  rates  on  coal,  from  O'Fallon 
and  Belleville,  111.,  points  in  group  2  near  the  western  boundary 
of  that  group,  to  East  St.  Louis  and  St.  Louis  were  unreasonable, 
unjustly  discriminatory  and  unduly  prejudicial,  was  too  narrow 
and  that  the  record  made  by  the  complainants  was  insufficient 
to  warrant  the  finding  sought  because  it  would  disrupt  a  long- 
standing group  and  also  the  group  rate  and  the  relationship 
found  reasonable  by  the  Commission  in  the  Illinois  coal  cases 
(1920,  62  I.  C.  C.  741). 

The  examiner  said  the  complainants  desired  the  erection  of 
a  short  distance  group  from  the  western  part  of  the  existing 
group,  with  a  radius  of  20  or  25  miles.  In  his  conclusion  Kep- 
hart said  the  Commission  could  not  ignore  the  fact. that  an  af- 
firmative finding  by  it,  ipso  facto,  would  break  up  a  long-stand- 
ing grouping  of  mines,  which  would  not  be  warranted  in  the 
face  of  the  long  line  of  precedents  to  the  contrary  on  so  narrow 
a  showing  as  he  claimed  the  complainants  had  made  in  this  case. 
He  said  the  operators  in  that  part  of  the  group  had  obtained 
some  relief  when  the  differential  in  their  favor  was  increased 
from  15  to  22.5  cents  a  ton  in  the  case  in  which  the  present  rate 
structure  was  fabricated — namely,  the  Illinois  coal  cases. 


RATES  ON  STEEL  BILLETS 

Reasonable  and  non-prejudicial  rates  for  the  future  and  an 
award  of  reparation  have  been  recommended  by  Examiner 
Charles  R.  Seal  in  a  tentative  report  on  No.  12365,  Oklahoma 
Iron  Works  et  al.  vs.  Director-General,  as  agent,  Akron,  Canton 
and  Youngstown,  et  al.  He  recommended  that  the  Commission 
hold  that  rates  on  bit  steel  billets  from  Pittsburgh,  Pa.,  to  Tulsa 
and  Muskogee,  Okla.,  were  unreasonable  and  unduly  prejudicial 
to  the  extent  that  they  exceeded  49.5  cents  per  100  pounds  prior 
to  July  27,  1919;  53.5  cents  from  July  27,  1919,  to  November  19, 
1919,  inclusive;  52.2  cents  from  November  20,  1919,  to  August 
25,  1920,  inclusive;  69.6  cents  from  August  26,  1920,  to  Novem- 
ber 24,  1920,  inclusive,  and  71.7  cents  since  the  latter  date,  and 
that  for  the  future  they  will  be  unreasonable  and  unduly  preju- 
dicial to  the  extent  that  they  may  exceed  the  rates  contempo- 
raneously maintained  on  steel  billets,  in  carloads,  from  and  to 
the  same  points.  The  complainants  attacked  the  applicable  rates 
to  the  extent  of  their  excess  over  the  billet  rates,  the  fifth  class 
rates  on  forgings  n.  o.  i.  b.  n.  being  the  applicable  rates  on  the 
bit  steel  billets. 


LUMBER  CHARGES  AT  NASHVILLE 

Examiner  Harris  Fleming,  in  a  report  on  No.  12921,  Chest- 
nutt  Lumber  Co.  vs.  Director-General,  as  agent,  a  complaint  as- 
sailing the  legality  and  reasonableness  of  various  unpaid  recon- 
signment,  demurrage,  and  penalty  charges  assessed  at  Nashville 
between  April  30,  1919,  and  September  13,  1920,  both  inclusive, 
on  lumber,  shingles  and  wallboard  shipped  from  Alabama  and 
other  southern  states  and  reshipped  to  other  destinations  under 
»ew  billing,  recommended  a  holding  that  the  penalty  charges 
were  assessed  without  tariff  authority,  but  that  the  other 
charges,  except  on  shipments  which  broke  bulk,  were  authorized 
by  the  tariffs  and  had  not  been  shown  to  have  been  unreasonable 
or  otherwise  unlawful.  The  report  also  covers  three  sub-num- 
bers brought  by  the  same  complainant  against  the  Director- 
General  and  against  the  Louisville  &  Nashville. 

The  cars  were  placed  on  sidings  at  Nashville.  In  some  cases 
the  seals  were  broken  and  the  loads  changed  in  composition. 


RATES  ON  WOOL 

In  a  report  to  the  Commission  on  No.  13272,  Boston  Wool 
Trade  Association  vs.  Arizona  &  New  Mexico  et  al.,  Examiner 
J.  P.  McGrath  has  recommended  a  holding  that  combination  rail- 
and-water  rates  on  wool  in  the  grease  in  sacks,  carloads,  from 
points  west  of  the  100th  meridian,  to  Boston  and  other  north 
Atlantic  ports  are  not  unreasonable.  He  also  recommends  a 
holding  that  the  failure  of  the  defendant  rail  lines  to  permit 
the  stopping  of  cars  in  transit  to  finish  loading  for  the  concen- 
tration and  storage  of  wool  In  connection  with  westbound  traffic 
the  same  as  is  done  on  eastbound  traffic  is  unreasonable.  The 
traffic  in  question  is  that  which  passes  through  the  Panama 
Canal.  The  request  was  for  the  establishment  of  through  routes 
with  just  and  reasonable  joint  rates  applicable  thereto,  and  the 
transit  privilege  in  connection  with  the  rail  hauls. 

The  100th  meridian  is  the  eastern  boundary  of  the  prin- 
cipal wool  producing  territory  of  the  country.  The  rates  are 
made  up  of  90  per  cent  of  fourth  class  to  the  Pacific  terminals, 
.plus  a  rate  of  $1.25  beyond,  and  plus  certain  unloading  and 
wharfage  charges  and  marine  insurance. 

A  rate  made  up  of  60  per  cent  of  the  fourth  class  to  the 
nearest  Pacific  terminal,  plus  90  cents  beyond,  was  requested. 
Normally  the  full  fourth  class  rate  applies  to  wool  in  the  grease, 
to  the  ports.  The  class  rates  are  based  upon  rates  prescribed 
by  the  Commission  for  application  eastward,  in  Portland  Cham- 
ber of  Commerce  vs.  O.  R.  R.  &  N.  Co.,  21  I.  C.  C.  640. 

The  water  factor  of  $1.25,  the  examiner  said,  was  in  issue 
before  the  Shipping  Board  on  a  complaint  filed  by  the  same 
association.  The  Commission,  however,  the  examiner  said,  had 
jurisdiction  over  it  under  the  amended  sixth  section  of  the  in- 
terstate commerce  law.  The  record  in  the  case  before  the  Ship- 
ping Board  was  stipulated  into  the  record  in  this  case.  The 
complainant  attacked  it  largely  on  the  ground  that  the  prior 
water  rate  was  90  cents.  The  steamship  companies,  however,  in 
defending  the  higher  rate  said  the  90  cent  charge  was  made  as  an 
experiment,  to  find  out  whether  the  wool  could  be  drawn  from 
the  all-rail  routes.  It  attracted  so  much  business  they  said,  the 
volume  threatened  serious  congestion  of  the  port.  Therefore, 
they  said,  after  consultation  with  some  of  the  shippers,  not 
including  the  complainant,  it  was  decided  to  raise  the  rate  to 
$1.25.  The  examiner  tested  the  $1.25  rate  and  found  it  yielded 
a  return  of  16.4  cents  per  cubic  foot,  which  he  found  was  less 
than  the  yield  on  some  less  valuable  goods  and  not  much  above 
such  bulky  things  as  lumber  and  less  than  the  yield  on  canned 
goods  and  only  a  little  more  than  on  cotton.  On  a  full  cargo 
proposition  the  steamship  men  said  the  yield  of  the  $1.25  rate 
would  be  considerably  less  than  one  full  cargo  of  either  lumber 
or  canned  goods. 

As  to  joint  rates,  the  examiner  said  there  was  no  showing 
that  either  the  rail  or  the  water  lines  absorbed  the  wharfage 
or  other  charges  on  any  class  of  traffic.  Therefore  he  said  there 
was  no  basis  for  a  finding  that  there  should  be  joint  rates  in 
which  the  charges  would  be  absorbed. 


RATES  ON  TOMATOES 

Examiner  M.  G.  de  Quevedo  has  recommended  dismissal  of 
the  complaint  in  No.  12481,  H.  J.  Heinz  Co.  vs.  Director-General, 
as  agent,  and  the  Pennsylvania,  on  a  proposed  ruling  that  rates 
on  fresh  tomatoes  from  points  in  the  Silver  Creek  district  in 
New  York  to  Pittsburgh,  Pa.,  were  not  unreasonable  or  other- 
wise unlawful.  The  complainant  alleged  that  4th  class  rates 
charged  on  2,409  carloads  of  fresh  tomatoes  shipped  from  certain 
points  of  origin  in  western  New  York  to  Pittsburgh,  during 
August,  September  and  October,  1919,  were  unreasonable,  un- 
justly discriminatory  and  unduly  prejudicial.  The  Commission 
was  asked  to  'prescribe  rates  for  the  future  not  in  excess  of  60 
per  cent  of  the  contemporaneous  4th  class  rate  and  to  award 
reparation.  The  complainant  also  made  a  point  of  the  fact  that 
rates  on  tomatoes  from  Indiana  points  to  Marion  and  Indianap- 
olis, Ind.,  were  lower  in  comparison  with  the  rates  to  Pittsburgh. 
The  examiner  said  it  might  be  that  the  lower  level  of  rates  to 
Marion  and  Indianapolis  were  a  source  of  disadvantage  to  the 
complainant  at  Pittsburgh  and  that  the  defendant  carrier  ex- 
pected to  cancel  such  rates.  He  said,  however,  that  the  com- 
plaint by  its  pleading  had  not  raised  a  question  of  undue  prefer- 
ence between  persons  and  localities  in  interstate  commerce  on 
the  one  hand  and  intrastate  commerce  on  the  other  under  sec- 
tion 13  of  the  act,  the  Indiana  rates  being  intrastate  rates.  He 
said  the  record  clearly  indicated  that  the  service  rendered  in 
.the  handling  of  complainant's  traffic  was  of  a  special  nature 
and  involved  many  items  of  extra  expense,  such  as  switching  and 
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expedited  service  necessitated  by  the  perishability  of  the  com- 
modity, particularly  when  transported  in  stock  cars. 

RATE  ON  PAPER  BOXBOARD 

Dismissal  of  the  complaint  In  No.  13249.  Seneca  Fibre 
Products  Co.  vs.  Director-General,  as  agent,  has  been  recom- 
mended by  Examiner  I.  L.  Koch  on  a  holding  that  the  component 
beyond  Skaneateles  Junction,  X.  Y..  in  the  through  rate  on 
paper  boxboard  from  Mottville,  N.  Y..  to  Seneca  Falls,  N.  Y., 
during  federal  control,  was  not  unreasonable.  From  Skaneateles 
Junction  to  Seneca  Falls  charges  were  collected  at  a  rate  of  9 
cents.  The  complainant  sought  reparation  to  the  basis  of  a 
rate  of  7  cents,  contending  that  the  9-cent  rate  was  unreason- 
able in  that  it  represented  an  increase  on  June  25.  1918,  of  more 
than  25  per  cent.  The  examiner  said  a  rate  was  not  unreason- 
able simply  because  on  June  25,  1918,  it  was  increased  more  than 
25  per  cent,  and  that  it  must  affirmatively  appear  that  the  rate. 
no  matter  what  the  amount  of  the  increase,  was  in  fact  excessive 
for  the  service  performed.  He  said  no  such  showing  had  been 
made  in  the  case.  He  said  that  moreover  the  complainant  had 
put  in  issue  only  one  factor  of  the  through  rate  and  that  the 
Commission  had  held  that  in  determining  whether  or  not  a  com- 
plainant has  been  damaged  by  the  exaction  of  unreasonable  or 
unduly  preferential  rates,  the  total  through  charges  must  be  con- 
sidered, and  that  the  separate  factors  in  the  through  rate,  if 
such  there  be,  can  be  considered  only  in  their  relation  to  the 
through  rate. 


RATES  ON  SAND  AND  GRAVEL 

Examiner  Howard  Hosmer  has  recommended  the  dismissal 
OK  No.  13231.  National  Association  of  Sand  and  Gravel  Producers 
vi.  Pennsylvania  Railroad  Company  et  al.,  on  a  holding  that 
rates  on  sand  and  gravel  in  central  territory,  considered  as  a 
whole,  were  and  are  not  unreasonable,  unduly  prejudicial  or 
otherwise  unlawful.  The  object  of  the  complain  was  to  procure 
a  general  reduction  in  the  road  and  building  materials,  which, 
according  to  the  testimony  In  the  commission's  general  rate 
inquiry,  have  been  moving  by  truck  from  roadside  pits  instead 
of  by  railroad,  to  the  end  that  the  producers  from  more  per- 
manent plants  might  be  restored  to  the  markets.  The  dismissal. 

MIT  said,  should  be  without  prejudice  to  any  finding  the  Com- 
mission might  make  In  Its  general  inquiry.  By  amendment  the 
complaint  was  changed  to  as  to  include  crushed  stone.  At  the 
hearing  the  complainants  asked  leave  to  withdraw  their  allega- 
tions so  far  as  northern  Illinois  and  Wisconsin  were  concerned. 

The  specific  request  wan  that  the  roads  be  required  to  reduce 
their  rates  Immediately  so  they  would  not  be  more  than  10  cents 
per  ton  higher  than  June  24.  1918.  The  complainants  alleged 
that  the  15  per  cent  increase  that  became  operative  In  May.  1918. 
the  Oat  Increase  of  20  cents  per  ton  under  General  Order  Xo.  28 
and  the  40  per  cent  Increase  under  Ex  Parte  74  had  so  raised 
the  rates  that  the  complainants  were  put  out  of  the  market  to 
a  very  large  extent. 

Although  Ohio.  Michigan  and  Indiana  reduced  the  rates 
allowed  by  them  after  Ex  Parte  74.  the  complainants  said  the 
reductions  were  wholly  Inadequate.  They  said  that,  notwith- 
standing that  Ohio  bad  wholly  removed  the  40  per  cent  Increase. 
Indiana  about  70  per  cent  of  It  and  Michigan  nearly  one-half  of  It. 

Examiner  Hosmer  said  the  question  whether  there  should 
be  further  reductions  was  closely  related  to  the  main  question 
in  the  Commission's  rate  inquiry,  but  that  the  complainants 
desired  a  separate  disposition  of  their  complaint  because  of 
what  they  deemed  to  be  the  urgent  need  of  an  Immediate  and 
substantial  reduction  In  rates.  They  showed  that  Increases  In 
the  volume  of  traffic  followed  the  reductions  made  by  the  three 
states  mentioned  and  said  there  would  be  a  still  greater  move- 
ment If  the  rates  were  made  such  as  to  enable  the  complainants 
to  compete  with  the  establishments  using  trucks. 


An  allegation  of  undue  prejudice  was  based  on  the  fact  that 
rates  on  slag  were  lower  than  on  sand  and  gravel,  with  which 
it  came  into  competition.  The  carriers  admitted,  the  examiner 
said,  rates  on  slag  were  too  low  and  that  the  maladjustment 
should  be  corrected  by  raising  the  rates  on  slag.  He  said  that 
was  their  position  in  Ex  Parte  74  and  he  added  his  approval  by 
saying  the  rates  on  slag,  formerly  carried  for  nothing  by  the 
railroads  as  part  of  the  burden  of  supplying  blast  furnaces  with 
raw  materials  for  the  making  of  pig  iron,  "obviously  were  abnor- 
mally low."  He  said  a  formal  finding  of  undue  prejudice  could 
not  be  based  upon  this  record.  The  complainants  declared,  the 
examiner  said,  they  did  not  intend  to  raise  any  question  as  to 
conflict  between  the  rates  on  sand  and  gravel,  bringing  in  the 
question  of  conflict  between  the  interstate  rates  on  sand  and 
gravel  and  the  Intrastate  rates  on  slag.  Acceptance  of  that  con- 
struction of  their  action,  Hosmer  said,  would  make  improper 
any  finding  which  might  result  in  the  raising  of  intrastate  rates 
on  slag  to  remove  discrimination  against  interstate  transporta- 
tion of  gravel. 

The  sand  and  gravel  people  complained  against  the  minimum 
weight  on  their  materials  on  the  ground  they  were  often  assessed 
penalties  for  overloading  due  to  the  fact  that  the  minimum  was 
held  to  be  110  per  cent  of  the  marked  capacity  of  the  car.  In 
the  anxiety  to  load  to  the  minimum  the  complainants  contended 
they  sometimes  went  over  the  110  per  cent,  whereupon  penalties 
promptly  were  assessed.  They  suggested  90  per  cent  of  marked 
capacity  as  the  minimum.  Hosmer  said,  however,  the  complain- 
ants could  easily  estimate  the  weight  of  their  lading  and  the 
economical  use  of  equipment  required  the  maintenance  of  the 
minimum. 


DEMURRAGE   ON   STEEL   ANGLES 

Dismissal  of  the  complaint  in  No.  13048.  International  Steel 
Corporation  vs.  Pennsylvania,  has  been  recommended  by  Exam- 
iner Leo  J.  Flynn  on  a  holding  that  assessment  of  car  demur- 
rage on  a  carload  of  steel  angles  shipped  from  Phoenixville, 
Pa.,  to  New  York.  N  Y..  for  export  after  the  same  had  been 
unloaded  and  stored  on  the  ground  was  not  unreasonable.  The 
complainant  alleged  that  it  was  unreasonable  and  unjustly  dis- 
criminatory to  assess  car  demurrage  when  the  shipment  was 
stored  on  the  ground.  The  complainant  made  no  written  re- 
quest for  the  unolading  and  storing  of  the  shipment  and  the 
examiner  said  that  under  the  circumstances  it  was  not  unrea- 
sonable or  unjustly  discriminatory  to  require  complainant  to 
make  written  request  for  the  unloading  and  storing  of  the  ship- 
ment if  It  desired  to  avail  Itself  of  the  provision  for  the  appli- 
cation of  ground  storage  charges. 


RATES  ON  COAL  FOR  ORAMP  &  SONS 
An  award  of  reparation  has  been  recommended  by  Examiiler 
G.  H.  Mattingly  in  a  tentative  report  on  No.  12994,  Wm.  Cramp 
It  Sons  Ship  tc.  Engine  Building  Co.  vs.  Director-General,  as 
agent,  on  a  finding  that  rates  charged  on  bituminous  coal  from 
complainant's  Allegheny  avenue  storage  yard  to  its  ship  yard 
at  Philadelphia,  Pa.,  were  unreasonable  to  the  extent  that  they 
exceeded  30  cents  per  long  ton.  There  were  62  carloads  which 
were  Involved,  moving  between  April  10.  1919.  and  August  2, 
1919.  both  inclusive.  The  rate  charged  was  a  local  distance  rate 
of  90  cents  applicable  for  distances  up  to  22  miles.  The  com- 
plainant protested  against  this  rate  and  on  August  18,  1919,  a 
rate  of  30  cents  was  established,  but  through  error  It  was  not 
made  applicable  from  the  storage  yard  to  the  ship  yard  of  com- 
plainant 


RATES    ON    AUTOMOBILES 

Examiner  Charles  R.  Seal,  In  a  proposed  report  on  No. 
12998,  the  State  Highway  Department  of  Texas  vs.  Director- 
General,  as  agent,  C.  tc.  N.  W.  et  al.,  has  recommended  a  holding 
that  first  class  rating  and  rates,  governed  by  the  Western  ('las 

'Hill'*    i  «-       v*  i  L  ||       t»IT-       T    .-  i  •»  ir  i  •£-•  11  mi- IB  to       U*T|  lip,        i  l  ui-  nr*.  •_  i 

The  reasonableness  of  the  rate,  in  Issue.  Hosmer  said.  <*>«*-   ••«"«•"?»»  «"  « «?**  P™"  L°' 


not  be  gauged  by  the  ability  or  inability  of  the  complainants  to 
engage  In  business  In  competition  with  local  producers.  Nor 
railroads  be  required  to  reduce  their  rates  below  just 
>onii>ensation  to  discourage  the  use  of  the  supposedly  Inferior 
materials  produced  at  roadside  pits,  Hosmer  said,  nor  "to  stim- 
ulate construction  enterprises  and  thereby  lessen  unemployment. 
however  Important  these  objects  are  from  the  standpoint  of  the 
public  welfare. 

Hosmrr  expressed  doubt  as  to  whether  the  change  In  the 
law  had  done  away  with  the  principle  that  a  carrier  could  not  be 
required  to  meet  competition,  even  If  the  Commission  was  re- 
quired to  "Initiate,  modify,  establish  or  adjust"  rates  so  as  to 
permit  carriers  to  earn  a  fair  return  on  the  value  of  their  prop- 
erty." While  it  was  admitted  that  there  was  an  Increase  In  the 
volume  of  sand  and  gravel  traffic  after  the  reduced  rates  were 
put  Into  effect  in  the  three  states  mentioned.  Hosmer  said  the 
record  was  silent  as  to  whether  the  gross  revenue  was  greater  or 
smaller.  He  said  the  Michigan  roads  contended  there  was  a 
loss,  but  he  railed  attention  to  the  fact  that  the  loss  was  based 
on  the  ;i««iiniption  that  as  great  a  volume  of  traffic  would  have 
mov.  higher  rate*. 


chassis,  set  up,  from  points  In  various  states  to  points  in  Texas, 
during  federal  control,  were  not  unreasonable,  and  that  the 
complaint  be  dismissed.  The  shipments  moved  from  points  in 
Texas,  Arkansas,  Illinois,  Indiana.  Ohio,  New  Jersey  and  New 
York  to  points  in  Texas.  The  complainant  alleged  that  the 
rates  assailed  were  unreasonable  and  unduly  prejudicial  to  the 
rxt«-nt  that  they  exceeded  the  contemporaneous  second  class 
rating  and  rates.  Reparation  only  was  sought.  The  examiner 
said  the  allegations  with  respect  to  the  rating  were  predicated 
on  a  reduction  to  second  class,  effective  August  31,  1921.  but 
that  this  was  not  sufficient  to  support  a  finding  of  unreasonable- 
ness. The  allegation  of  undue  prejudice  was  not  sustained,  he 
said. 


RATE  ON  VELVET  BEAN  MEAL 

Following  the  Meridian  cases  (60  I.  C.  C.  5  and  66  1.  C.  C. 
179).  Examiner  P.  F.  Gault.  In  a  tentative  report  on  No.  12730, 
the  Eagle  Cotton  Oil  Co.  vs.  Alabama  Great  Southern,  has  pro- 
posed that  the  Commission  hold  that  a  class  D  rate  on  one 
carload  of  velvet  bean  meal,  shipped  from  Eutaw,  Ala.,  to 
MI  ridian,  Miss.,  in  September.  1920,  was  unreasonable  anil  for 
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the  future  will  be  unreasonable  to  the  extent  that  it  exceeds 
tln>  rate  produced  by  the  distance  class  scale  approved  in  the 
Meridian  cases,  subject  to  the  general  increase  of  1920.  The 
examiner  recommended  that  reparation  be  denied  and  that  the 
complaint  be  dismissed.  He  said  the  Meridian  cases  involved 
a  general  readjustment  of  class  and  commodity  rates  between 
Meridian  and  other  points  therein  defined,  and  affected  many 
shippers  not  parties  to  this  proceeding.  Under  such  circum- 
stances, he  said,  the  Commission  has  frequently  declined  to 
award  reparation. 

RATES  ON  COAL  AT  FLOODWOOD,  O. 
Examiner  M.  G.  de  Quevedo  has  recommended  dismissal  of 
the  complaint  in  No.  12803,  Southern  Ohio  Power  Co.  vs.  Director- 
General,  as  agent,  and  Hocking  Valley,  on  a  proposed  finding  that 
rates  on  coal  from  mines  at  Floodwood,  O.,  to  complainant's 
plant  at  that  place,  during  federal  control,  were  not  unreason- 
able. 


1919,  and  to  the  basis  of  which   the  complainant  sought  rep- 
aration. 


COAL  AND  LIMESTONE  IN  MINNESOTA 
In  a  tentative  report  on  No.  12339,  Minnesota  Steel  Co.  vs. 
Director-General,  as  agent,  Duluth,  Missabe  &  Northern,  Exam- 
iner Leo  J.  Flynn  has  recommended  dismissal  of  the  complaint 
on  a  proposed  holding  that  charges  for  the  transportation  of  coal 
and  limestone  from  Missabe  Junction,  Minn.,  to  Steelton,  Minn., 
during  federal  control,  were  not  unjust  or  unreasonable.  The 
complainant  sought  reparation  of  J85.434.47.  The  complainant 
protested  against  increases  made  effective  under  General  Order 
No.  28,  contending  that  the  transportation  service  was  a  switch- 
ing movement  and  that  increases  in  switching  charges  were  not 
contemplated  by  General  Order  No.  28.  The  examiner  said 
whether  the  charges  assessed  were  authorized  by  General  Order 
No.  28  or  not,  the  fact  was  that  they  were  published  and  were 
the  applicable  charges  a'nd  that  it  was  immaterial  so  far  as  the 
issue  of  their  justness  and  reasonableness  for  the  service  was 
concerned  whether  the  movement  be  designated  a  switching  or 
line-haul  service. 


RATES   ON    PAPER    LABELS 

A  recommendation  that  rates  on  paper  labels,  in  carloads, 
from  transcontinental  groups  D  and  F  in  eastern  defined  terri- 
tory to  north  Pacific  coast  destinations  be  held  unreasonable,  be- 
tween March  15,  1918,  and  December  30,  1919,  has  been  made  by 
Examiner  R.  L.  Shanafelt,  in  a  report  on  No.  12507,  Carnation 
Milk  Products  Co.  vs.  Director-General,  as  agent,  A.  T.  S.  F.  et  al. 
He  recommended  reparation.  He  said  the  Commission  should 
hold  unreasonable  rates  to  the  extent  they  exceeded  145  cents 
from  group  D  and  140  cents  from  group  F,  minimum  50,000 
pounds  between  March  15  and  June  24,  1918;  and  between  June 
25,  1918,  and  December  30,  1919,  to  the  extent  they  exceeded 
181.5  cents  from  group  D  and  175  cents  from  group  F,  at  the 
same  minimum,  to  the  basis  of  which  he  said,  reparation  should 
be  made. 


RATES    ON    BENZOL 

Examiners  P.  C.  Paulson  and  Paul  O.  Carter,  in  a  tentative 
report  on  No.  12436,  E.  I.  Dupont  De  Nemours  &  Co.  vs.  Director- 
General,  as  agent.  Pennsylvania,  et  al.,  have  recommended  that 
the  Commission  dismiss  the  complaint  on  a  finding  that  rates  on 
benzol,  in  tank-car  loads,  from  Clairton,  Pa.,  to  Gibbstown,  N.  J., 
since  January  1,  1919,  were  and  are  not  unreasonable.  Trans- 
portation charges  on  shipments  which  moved  from  March  12. 
1919,  to  October  18,  1919,  were  collected  at  the  5th  class  rate  of 
30.5  cents  per  100  Ibs.  Prior  to  November  3,  1919,  the  5th  class 
rate  of  30.5  cents  was  applicable  on  benzol  from  Clairton  to 
Gibbstown,  the  examiners  said.  Effective  on  that  date  a  com- 
modity rate  of  27.5  cents  was  published,  which  rate  was  In- 
creased to  38.5  cents  on  August  26,  1920.  The  complainant 
sought  reparation  on  the  shipments  which  moved  in  1919  on  the 
basis  of  a  rate  of  24.5  cents  and  asked  that  a  rate  of  34.5  cents  be 
prescribed  for  the  future. 


RATES   ON    EVAPORATED   MILK 

An  award  of  reparation  has  been  recommended  by  Examiner 
Leo  J.  Flynn  in  a  tentative  report  on  No.  13018,  Borden  Sales  Co. 
vs.  Director-General,  as  agent,  on  a  holding  that  rates  on  evap- 
orated milk  in  carloads  from  Cashton,  Wis.,  to  New  York,  N.  Y., 
and  other  eastern  points,  during  federal  control,  were  unreason- 
able to  the  extent  that  they  exceeded  rates  of  55  cents  to  New 
York,  Brooklyn  and  Jersey  City;  51.5  cents  to  Baltimore  and 
Washington;  52.5  cents  to  Philadelphia  and  59  cents  to  Boston. 
Combinations  of  5th  class  rates  to  and  from  Chicago  were  as- 
sessed on  the  shipments  as  follows:  66.5  cents  to  New  York, 
Brooklyn  and  Jersey  City;  69.5  cents  to  Boston;  63.5  cents  to 
Baltimore  and  Washington;  64.5  cents  to  Philadelphia,  except  on 
three  shipments  which  moved  November  6  and  7,  1919,  on  which 
a  rate  of  55  cents  was  erroneously  assessed  instead  of  52.5  cents, 
the  rate  then  applicable.  The  rates  found  reasonable  by  the  ex- 
aminer were  joint  commodity  rates  established  on  October  15, 


RATES  ON   ANTHRACITE 

Examiner  Myron  Witters  has  recommended  an  award  of  rep- 
aration in  No.  12867,  Detroit  Coal  Exchange  vs.  Director-General, 
as  agent,  on  a  finding  that  a  rate  of  $3.85  on  anthracite  coal  from 
producing  points  in  Pennsylvania  to  Detroit  and  Wyandotte, 
Mich.,  was  unreasonable  to  the  extent  that  it  exceeded  $3.70  per 
ton  of  2,240  Ibs.  The  shipments  moved  during  1918  subsequent 
to  June  24,  1918.  The  rate  of  $3.70  was  subsequently  established. 

MISINTERPRETATION  OF  TARIFFS 

Attorney  Examiner  M.  A.  Pattison  has  recommended  an 
award  of  reparation  in  a  tentative  report  on  No.  13156,  N.  Clark 
&  Sons  vs.  Director-General,  as  agent,  on  a  holding  that  the  rates 
charged  on  sewer  pipe,  chimney  pipe  and  hollow  building  tile 
from  Glendale,  Calif.,  to  various  points  in  California,  and  on  fire 
clay  and  terra  cotta  from  Alameda,  Calif.,  to  Portland,  Ore.,  dur- 
ing federal  control,  were  illegal  because  of  misinterpretation  of 
tariffs.  He  recommended  reparation  on  the  shipments  from 
Glendale  between  October  13,  1918,  and  October  24,  1919,  down 
to  the  basis  of  a  rate  of  19.5  cents,  and  on  the  shipments  from 
Alameda  between  September  23,  1918,  and  September  1,  1919, 
down  to  the  basis  of  a  rate  of  22  cents. 


RATES   ON    FLUXING   LIMESTONE 

Examiner  G.  H.  Mattingly,  in  a  tentative  report  on  No.  12951, 
John  A.  Roebling's  Sons  Co.  vs.  Western  Maryland  et  al.,  (also 
embraces  No.  12951,  Sub.  No.  1,  Same  vs.  Philadelphia  &  Read- 
ing et  al.)  has  recommended  an  award  of  reparation  on  a  hold- 
ing that  rates  on  fluxing  limestone  from  Bittinger  and  Swatara, 
Pa.,  to  Roebling,  N.  J.,  during  the  period  June  1,  1920,  to  Decem- 
ber 30,  1920,  both  inclusive,  were  unreasonable.  He  said  the  Com- 
mission should  find  that  the  rates  from  Swatara  were  unreason- 
ble  to  the  extent  that  they  exceed  10.5  cents  per  100  Ibs.  prior 
to  August  26,  1920,  and  14.5  cents  on  and  after  that  date,  and 
that  the  rates  from  Bittinger  were  unreasonable  to  the  extent 
that  they  exceeded  $2.20  per  net  ton  prior  to  August  26,  1920, 
and  $3.08  per  net  ton  on  and  after  that  date.  Charges  were  col- 
lected on  all  of  the  shipments  at  the  applicable  sixth-class  rates 
of  18  cents  prior  to  August  26,  1920,  and  25  cents  thereafter.  Ef- 
fective October  4,  1920,  a  commodity  rate  of  14.5  cents  was  pub- 
lished from  Swatara,  and  effective  March  12,  1921,  a  commodity 
rate  of  $2.10  per  long  ton  was  published  from  Bittinger. 


RATES  ON   BRICK 

A  finding  that  the  rates  assailed  were  not  unreasonable  and 
dismissal  of  the  complaint  has  been  proposed  by  Examiner  Bron- 
son  Jewell  in  a  tentative  report  on  No.  12307,  Hydraulic-Press 
Brick  Co.  et  al.  vs.  Director-General,  as  agent,  on  a  holding  that 
rates  on  brick  from  Cayuga  and  Brazil,  Ind.,  to  Lincoln,  Neb., 
and  Sheridan,  Wyo.,  respectively,  and  from  Buffville,  Kan.,  to 
Norfolk,  Neb.,  from  July  3,  1918,  to  May  9,  1919,  inclusive,  were 
not  unreasonable.  The  case  was  based  on  the  theory  that  the 
rates  were  unreasonable  because  both  factors  of  the  applicable 
combination  rates  were  wrongfully  increased  under  G.  O.  No.  28. 
The  examiner  pointed  out  that  the  Commission  has  repeatedly 
held  that  non-compliance  with  G.  O.  No.  28  would  not  establish 
unreasonableness  of  the  rates  affected. 


RATES  ON  SUGAR  IN  TEXAS 

The  Traffic   World   Washington  Bureau 

The  Commission,  after  a  supplemental  hearing  in  No.  11764, 
in  the  matter  of  intrastate  rates  in  Texas,  has  excluded  from 
the  provisions  of  the  order  in  that  case,  dated  February  12,  1921, 
rates  on  refined  sugar  from  Sugarland,  Tex.,  to  Texas  common 
points.  The  exclusion  was  made  because  the  railroads,  by  their 
own  acts,  restored  the  old  relationship,  which  was  rates  from 
Sugarland  to  Texas  common  points,  eleven  cents  under  rates 
from  New  Orleans.  In  the  report,  written  by  Hall,  the  Com- 
mission called  attention  to  the  fact  that  the  Texas  commission, 
after  the  issuance  of  the  report  in  Ex  Parte  74,  allowed  an  in- 
crease in  the  rate  from  Sugarland  greater  than  could  have  been 
made  by  the  railroads  if  that  body  had  put  into  effect  the  rates 
permitted  in  that  case. 


C.  of  GA.  EQUIPMENT  CERTIFICATES 
The  Central  of  Georgia  has  applied  to  the  Commission  for 
authority  to  issue  and  sell  approximately  $660,000  of  5%  per 
cent  equipment  trust  certificates  to  aid  it  in  acquiring  500  steel- 
underframe  ventilated  box  cars  at  an  approximate  cost  of 
$825,000.  The  company  plans  to  pay  $165,000  from  current 
funds.  The  equipment  trust  certificates  will  be  made  to  mature 
in  10  equal  instalments  of  approximately  $66,000  each.  The 
company  says  the  cars  are  needed  particularly  for  its  large 
melon  traffic.  It  proposes  to  sell  the  certificates  at  98  and  to 
pay  the  discount  of  2  per  cent  from  current  funds.  Kuhn,  Loeb 
&  Co.  or  other  bankers  will  handle  the  issue,  the  applicant  said. 
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GENERAL  RATE  INQUIRY 

Tkt  Traffic   World   Washington  Bureau 

In  his  discussion  of  the  case  March  9  in  the  general  rate  in- 
quiry. Samuel  H.  Cowan  took  as  his  major  premise  that  section 
15-A  always  has  been  an  unworkable  provision  of  law,  unless 
read  as  an  admonition  to  the  Commission  to  do  the  best  it  can. 
After  citing  the  facts  about  the  earnings  of  the  railroads  in  the 
western  district,  showing  that  46  per  cent  of  the  mileage  earned 
less  than  half  the  rate  of  return  mentioned  in  that  part  of  the 
law,  32  per  cent  earned  3  per  cent  or  more,  and  the  rest  either 
none  or  much  less  than  1  per  cent,  he  said  the  facts  were  in- 
surmountable, causing  the  pan  of  that  section  directing  the 
Commission  to  make  rates  to  yield  a  return  of  6  per  cent  to  be 
an  Impossibility.  Said  he: 

It  is  an  absurd  requirement.  Impossible  of  application  In  making 
reasonable  rates,  therefore  cannot  be  obligatory  on  the  Commission. 
Two  years'  actual  experience  ought  to  be  enough.  If  the  term,  "as 
near  as  may  be,"  Is  so  flexible  that,  notwithstanding  these  facts,  still 
the  Commission  shall  make  an  attempt  to  enforce  the  6  per  cent  rule. 
then  It  Is  an  absurdity  that  no  sane  man  should  attempt  to  carry 
Into  effect,  because  at  last,  the  most  the  Commission  can  do  in  each 
case  Is  to  exercise  the  power  to  make  just  and  reasonable  rates:  other- 
wise all  other  parts  of  the  act  to  protect  shippers  Is  destroyed.  If  It  Is 
to  do  that,  undoubtedly  It  must  abandon  the  standard  provided  by  Sec- 
tion 15-a  of  an  aggregate  percentage  return  for  any  of  the  purposes  of 
the  section.  If  this  Commission  has  to  do  that,  it  Is  of  no  usefulness 
to  shippers  and  might  as  well  suspend  action  at  all. 

The  failure  to  produce  the  return  In  net  Income  for  ought  this 
record  shows  Is  due  to  the  fact  that  they  were  not  economically 
operated.  It  Is  an  admitted  fact  that  they  were  not  because  they 
were  most  expensively  operated.  Rates  kept  so  high  as  to  reduce 
traffic  make  more  expensive  each  unit  of  service.  If  wages  are  too 
high  must  the  shipper  pay  It?  It  Is  not  economical. 

I  stated  In  the  opening  sentence  of  my  argument  In  Ex  Parte  74 
that  If  the  railroads  should  obtain  from  the  Commission  what  they 
were  demanding.  It  would  write  the  epitaph  of  the  private  ownership 
of  railroads  and  that  the  country  could  not  pay  any  such  standard  of 
return.  I  stand  by  that.  After  the  valuation  was  put  upon  the  roads 
at  a  time  when  everything  was  at  an  Inflated  valuation  point  for  the 
purposes  of  making  the  calculations  this  became  more  patent  and  Im- 
mediately traffic  began  to  fall  off.  and  so.  the  dilemma  as  It  exists 
today.  The  live  stock  business  of  this  country  cannot  pay  the  rates 
and  survive  and  the  railroads  say  they  cannot  survive  without  them, 
so  whose  move  Is  It? 

The  railroads  say  they  cannot  survive  under  the  wages  and  ex- 
penses they  are  put  to  and  they  must  first  be  reduced  before  they 
reduce  rates.  Labor  says  the  cost  of  living  must  come  down  before 
they  can  reduce  wages.  Itents  are  an  Important  Item  and  building 
confessedly  cannot  take  place  or  will  not  until  the  rates  are  mate- 
rially reduced  on  building  material.  So.  the  problem  Is  an  Insolvable 
one  and  this  Commission  cannot  solve  It  by  attempting  to  make  an 
Impossible  standard,  hence  the  only  reasonable  r>,  Cnmmls- 

mlsslon  must  be  on  the  basis  of  the  first  sentence,  paragraph  1.  Sec- 
tion IS-a.  which  Is  the  command  of  the  law.  and  on  the  basis  of  tl,. 
first  section,  which  Is  the  command  of  the  law.  and  under  Its  power 
In  the  fifteenth  section:  that  will  he  the  most  that  this  Commission 
can  do.  And  that  will  meet  the  requirement  "as  near  as  may  ' 

It  has  thus  acted  with  respect  In  part  to  the  rates  on  grain  and 
hay.  In  both  cases  necessarily  It  had  to  follow  Its  judgment  as  an 
economic  proposition  and  not  an  application  of  the  rule  of  Section 
15-a.  The  railroads  have  by  their  action  endorsed  It.  Reductions 
must  be  made. 

So.  thus  In  these  few  words  I  have  stated  the  whole  law  and 
gospel  that  must  he  followed  In  this  case  or  no  relief  can  come  either 
-  public,  to  the  producer  of  this  country  or  to  the  Impoverished 
and  bankrupt  live  stock  people  whom  I  represent,  or  to  agriculture 
generally,  which  Is  the  basts  of  all  wealth  and  prosperity  of  the 
country,  or  to  the  r»llr<>. 

So  therefore,  my  prayer,  and  the  only  one  that  I  can  make  to  this 
mission,  and  It  rises  from  the  applications  of  millions  of  Impov- 
erished producers  In  thunderous  tones.  Is  for  this  tribunal  . 
slsnd  between  the  puhllc  and  shippers  on  one  hand  and  the  railroads 
upon  the  other— do  your  duty  as  far  as  you  can.  and  that  duty  Is 
plainly  expressed  In  these  sections  nf  the  statute  which  are  pointed 
eat  and  In  the  first  sentence,  paragraph  I  of  Section  15-a. 

Clifford  Tborne  talked  about  rate*  on  petroleum  and  about 
rates  on  everything  In  the  tariffs  on  behalf  of  the  American 
Farm  Bureau  Federation,  the  National  Wholesale  Grocers'  Asso- 
ciation, and  the  National  Lyceum  and  Chautauqua  Association. 
The  last  mentioned  association  wants  a  passenger  fare  rate'  of 
2.5  cents  per  mile,  for  parties  of  fifteen  or  more  and  the  restora- 
tion of  rules  about  furnishing  baggage  can  that  were  In  effect 


Mr.  Cotterill  said  in  conclusion: 

It  is  not  conceivable  that  this  Commission  would  dispose  of  this 
proceeding  In  a  negative  way.  But  should  it  conclude  that  It  is  power- 
less to  accomplish  any  constructive  results  at  this  time,  it  would  be 
an  act  of  service  to  the  country  to  report  the  facts  directly  to  the 
President  of  the  t'nlted  States  or  to  Congress,  and  say  why  it  cannot 
reduce  rates.  If  the  Commission  found  itself  unwilling  to  reduce  rates 
now.  I  beg  of  you  not  to  render  a  mere  Judgment  or  decree  to  that 
effect.  Should  such  a  contingency  arise  there  are  other  things  for  the 
Commission  to  do  besides  utter  a  mere  opinion,  adverse  to  the  claims 
of  the  shippers. 

If.  after  the  time,  labor  and  expense  devoted  to  this  proceeding, 
the  Commission  should,  unexpectedly,  conclude  it  is  unable  to  pre- 
scribe any  reductions  for  a  considerable  length  of  time,  the  country 
must  be  told  of  that  fact  and  in  forceful  way  the  reasons  for  It  must 
be  proclaimed.  In  such  an  event  the  matter  should  not  end  with  a 
mere  opinion  by  the  Commission.  It  should  employ  some  novel  and 
striking  method  of  riveting  public  attention  upon  the  causes  of  high 
rates  and  make  definite  recommendations  to  somebody  for  the  removal 
of  tbose  causes.  The  President  of  the  t'nited  States  should  be  ac- 
quainted directly  with  such  a  situation  In  order  that  he  might  exer- 
cise his  constitutional  power  of  advising  Congress  and  other  agencies 
of  the  government  as  to  what  should  be  done. 

The  people  want  and  expect  reductions  in  freight  rates.  The 
carriers  want  rates  to  be  reduced  whenever  It  is  possible  to  make 
such  reductions  without  diminishing  their  revenue  below  the  proper 
point.  Some  way,  some  how.  reductions  in  rates  must  result  from  this 
proceeding.  If  the  Commission  cannot  order  reductions  It  can  tell  the 
reasons  why.  and  by  focusing  attention  upon  the  vital  aspects  of  the 
problem  it  can.  with  the  aid  of  other  agencies,  materially  assist  in 
removing  the  barriers. 

Suggestion  by  State  Commissions 

John  E.  Benton.  for  the  National  Association  of  Railway  and 
Utility  Commissioners,  suggested  that  the  Commission  had  the 
power,  by  orders  relating  to  divisions  of  rates,  to  improve  the 
condition  of  the  railroads  that  cannot  earn  a  fair  return.  On 
t hat -point  he  said: 

Kvldence  has  been  put  into  the  record  showing  the  very  poor 
financial  condition  of  certain  roads.  The  conclusion  which  Is  urged 
Is  that  while  such  roads  are  receiving  little  or  no  returns,  further 
general  reductions  In  rates,  however  desirable  to  meet  the  economic 
needs  of  the  country,  can  not  properly  be  made. 

I  am  not  unmindful  of  your  duty  to  consider  the  financial  condition 
of  carriers  when  determining  what  rates  are  just  and  reasonable.  But 
I  do  urge  upon  you  that  In  a  general  rate  case,  affecting  all  of  tin- 
roads  In  a  given  rate  group,  or  all  of  the  roads  In  the  entire  country, 
you  can  not,  without  disregarding  the  evident  Intent  of  the  trans- 
portation act,  fix  your  attention  upon  the  less  fortunate  lines,  and 
allow  their  condition  to  determine  your  action. 

The  group  plan  of  rate  making  contemplates  that.  In  general  rate 
cases,  the  roads  within  the  group  shall  be  taken  together,  and  their 
aggregate  return,  rather  than  their  separate  returns,  considered. 

It  Is  not  to  be  thought  that  Congress  Intended  that  In  a  general 
rate  case  the  public  should  lie  foreclosed  from  pointing  to  the  high 
earnings  of  particular  lines  as  arguments  In  favor  of  reductions,  t<ut 
that  the  carriers  might  point  to  the  low  earnings  of  other  particular 
lines  as  arguments  against  reductions. 

When  Congress  by  law  provided  for  this  group  plan  of  rate 
making.  It  knew  of  these  so-called  wealt  lines;  and  it  did  not  fall  to 
put  Into  the  act  provisions  by  whleh  they  may  obtain  relief,  If  they 
merit  It.  and  ask  for  It. 

I  refer  to  the  provisions  of  Section  15  (6).  amplifying  the  powers 
of  this  Commission  over  divisions.  Those  provisions  also  have  been 
lately  construed  In  another  great  decision  of  this  Commission — a  de- 
cision which  Is  epoch-making  In  Its  Importance.  I  refer,  of  course,  to 
the  New  Kngland  divisions  case. 

The  decision  In  that  case  established  the  fact  that  this  Commis- 
sion has  power  to  make  suc-h  division  of  joint  rates  which  It  fixes  or 
permits  under  the  transportation  art.  us  will  carry  out  the  Intent  of 
the  act  that  an  efficient  transportation  sen-Ice  shall  be  Insured 


Congress  Intended  the  relative  financial  needs  of  carriers,  so  far 
-e    needs    are    legitimate    nnd    Incident    to    the    transportation 
•   given  consideration  In  fixing  divisions:  and  It  Is  just  and 
right    that    this  should    he  so."     That  Is  the  expressed   conclusion  of 
the  Commission. 

That  It  Is  a  sound  conclusion  In  law.  as  It  Is  a  righteous  conclusion 
In  fact.  I  feel  confident,  for  It  Is  but  sn  expression  of  the  power  nf 
government  so  as  to  make  the  law  that  prescribes  the  payments  that 
shall  he  rendered  for  the  service  of  transportation  that  all  that  par- 
ticipate In  the  service  shnll  lie  fairly  recompensed,  and  thus  main- 
tained with  continued  ability  to  serve  the  public. 

These  lines  that  have  shown  to  you  their  particular  financial  needs 
have  not  perceived  their  proper  remedy.  As  the  decision  that  I  am 
referring  to  was  handed  down  since  carriers'  presentation  was  nmdc 
they  are  not  to  be  criticized  for  that.  But  their  remedy  Is  not  to  urge 
here  their  lack  of  proper  revenues  as  a  reason  why  you  should  refuse 


prior  to  1916.  Falling  to  obtain  such  concessions  from  the  rail*  J?  order  such  reductions  as  may  he  shown  l>y  the  evidence  In  this 
roads  the  association  will  have  to  develoo  a  system  fnr  rarrv  ^^  to  be  Just  and  reasonable.  It  Is  to  apply  to  you  In  a  proper 
Ing  their  people  and  Ihelr  baggage  by  automobiles.  ^nt. of  their  legitlmate.flnanclal  ,„,,,. 

As  a  temporary  relief  he  advocated  a  25  per  cent  reduction 

In 


on  food  Items  mentioned  in  the  testimony  in  behalf  of  the 
grocers,  the  temporary  supplements  suggested  by  him  to  re- 
main In  effect  until  the  freight  rates  generally  can  be  brought 
to  a  lower  level. 

For  the  fanners  he  recommended  the  extension  of  reduc- 
tions made  In  the  West  on  live  stock,  bay  and  grain  to  the 
whole  of  the  country  He  also  asked  for  reductions  on  fertillxer 
materials,  such  as  phosphate  rock  and  agricultural  limestone. 

A  wide  difference  of  opinion  between  Henry  Wolf  Blkle 
and  Charles  E.  Cotterill  wag  shown  when  the  latter  argued  for 
the  International  Agricultural  Corporation  and  the  Interstate 
Cotton  Seed  Crushers'  Association.  Blkle  dreaded  prophecy  and 
warned  against  judging  the  future  by  the  immediate  past. 
Cotterill  asked  the  Commission  to  look  to  the  future  for  rea- 
sons for  reducing  rates.  On  account  of  the  carriers'  bookkeep- 
ing ruien.  fotierill  said,  the  decrease  In  the  cost  of  materials, 
begun  long  ago.  was  only  beginning  to  nhow  up  In  the  railroad 
accounts  He  maintained  some  reductions  were  warranted  now. 


which  are  Inrlilent  to  the  transportation  son-Ire  whleh  they  perform, 
and  to  receive  such  Increased  divisions  «s  they  may  be  entitled  t'i 
under  the  law  as  It  now  stands,  rnnstrued  by  that  decision. 

I  have  felt  that  It  was  Important  to  press  this  aspect  of  the  situa- 
tion upon  your  attention,  because  the  nrlnlrples  Involved  In  your  de- 
cision seem  so  conclusively  to  answer  the  argument  thiit  Is  sought  tu 
be  based  upon  the  showing  of  these  l«ss  fortunate  lines. 

For  the  National  Coal  Association.  Rush  C.  Butler  argued 
the  problem  was  broadly  economic,  that  the  record  must,  be 
read  In  the  light  of  experience,  and  that  experience  Justified  the 
conclusion  that  reductions  in  freight  rates  would  result  In  a 
revival  of  business.  His  contention  wan  that  rates  on  soft  coal 
were  of  more  importance  to  consumers  than  to  the  producers, 
because  85  per  rent  of  the  coal  Is  sold  free  on  board  cars  at  the 
mines;  and  Anally  that.  In  the  last  analysis,  on  account  of  the 
Importance  of  coal,  the  rate  question  In  regard  thereto  watt 
more  of  a  question  of  public  than  private  Interest.  Therefore 
he  argued  there  should  b«-  an  immediate  and  decisive  reduction 
in  rates  on  coal,  whether  there  was  any  reduction  In  the  rates 
nn  other  commodities  or  not.  He  pointed  out  that  thirty-odd 
witnesses  for  Industries  other  than  the  coal  Industry  had  said 
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there  should  be  reductions  in  rates  on  coal  If  there  could  not 
also  be  reductions  in  rates  on  other  commodities. 

Highly  controversial  matters  were  brought  to  the  attention 
of  the  Commission  when  Charles  S.  Belsterling,  appearing  for 
the  iron  ore  miners  of  New  Jersey  and  the  iron  and  steel  indus- 
try other  than  the  lake  front  units,  and  Francis  B.  James,  rep- 
resenting the  lake  furnace  people,  discussed  what  they  conceived 
to  be  the  pertinent  facts,  and  also  when  Frank  Lyon  appeared 
for  the  Northwestern  Dock  Operators'  Association,  and  R.  W. 
Ropiequet,  for  the  coal  operators  in  the  Illinois  and  Indiana  fields. 

Mr.  James  dwelt  on  the  fact  that,  in  the  extreme  instances 
brought  out  since  the  controversy  between  the  interior  furnaces 
and  those  on  the  lake  front,  the  rate  on  iron  ore  had  been  shown 
to  be  only  37  per  cent  of  the  rate  on  coal,  although,  prior  to  the 
war,  they  were  identical.  He  announced  that  the  trunk  lines 
handling  ex-lake  ore  had  formulated  a  plan  whereby  on  March 
16  they  would  file  tariffs,  effective  April  17,  making  a  20  per  cent 
reduction.  He  said  the  carriers  were  proposing  to  cut  their 
rates  on  ex-lake  ore  so  they  would  be  able  to  say  they  had  so 
depleted  their  revenues  they  could  not  afford  to  make  reductions 
on  coal.  Thereby,  he  said,  they  would  increase  the  dispropor- 
tion between  rates  on  ore  and  coal,  which,  he  said,  using  the 
pre-war  level  as  the  base,  was  as  62  was  to  165. 

Every  material  fact  in  regard  to  the  matter  was  contained 
in  his  exhibits,  all  except  one  of  which  had  been  admitted  to  the 
record.  The  other,  he  said,  had  been  excluded  on  the  ground 
that  it  pertained  to  a  "confidential"  meeting  in  Director  Hardie's 
office  in  which  the  disagreeing  furnace  factions  undertook  to 
thresh  out  their  differences. 

"It  was  excluded,"  interrupted  Commissioner  Aitchison,  "in 
part  because  it  was  considered  a  privileged  matter." 

"Oh,  I  did  not  know  the  reason  for  its  exclusion,"  said  Mr. 
James.  "I  am  of  the  opinion  that  nothing  going  on  in  the 
Commission  pertaining  t(5  rates  should  be  considered  confiden- 
tial, but  I  want  to  call  attention  to  the  fact  that  Mr.  Cochran, 
one  of  the  witnesses  for  the  railroads,  and  Mr.  Powell,  another 
witness  for  them,  referred  to  the  meeting  in  Director  Hardie's 
office,  so  I  think  the  whole  matter  is  before  the  Commission,  in 
this  record." 

In  the  matter  of  rates  on  coal  and  coke,  Mr.  James  said  one 
effect  of  the  heavy  increases  in  rates  on  fuel  was  that  steel- 
makers find  it  cheaper  to  allow  their  investment  in -by-product 
coke  plants  to  lie  idle  and  buy  their  coke  from  the  beehive 
establishments.  Thereby,  he  said,  the  railroads  reduced  their 
tonnage,  because  the  by-product  ovens  used  57,000,000  tons  of 
coal  to  produce  40,000,000  tons  of  coke.  The  high  rates,  he  said, 
resulted  in  the  railroads  being  given  the  haul  on  the  40,000,000 
tons  of  beehive  coke  and  losing  the  revenue  from  the  17,000,000 
tons  more  of  coal  that  would  have  moved  had  the  rates  on  coal 
been  such  as  to  have  permitted  the  by-product  ovens  to  move. 
The  witness,  Cochran,  he  said,  on  cross-examination,  had  said 
the  exhibits  put  in  by  James  indicated  to  him  that,  relatively 
speaking,  the  rates  on  ore  were  too  low  rather  than  that  those 
on  coal  were  too  high. 

Speaking  for  the  American  Face  Brick  Association,  Mr. 
James  said  a  substantial  reduction  in  rates  on  face  brick  was 
necessary  because  the  industry  believed  the  rates  were  unreason- 
ably high.  Referring  to  the  arguments  of  the  paving  brick  manu- 
facturers, he  said  the  arguments  in  behalf  of  that  kind  of  brick 
also  showed  the  reasons  for  reductions  in  rates  on  face  brick, 
by  which  he  did  not  mean  the  pressed  bricks  alone,  but  the  face 
brick,  which  by  reason  of  the  desires  of  architects  are  being 
used  now.  They  could  hardly  be  distinguished,  by  appearance, 
from  what  are  known  as  common  brick,  he  said. 

In  his  argument  Mr.  Belsterling  said  reductions  in  rates 
were  necessary  to  restore  normal  activity  in  the  iron  and  steel 
markets.  Elimination  of  Ex  Parte  74  increases  as  to  iron  ore 
and  limestone  was  urged  by  him.  He  said  the  rates  on  coal 
should  be  substantially  reduced.  Rates  on  iron  and  steel  ar- 
ticles, he  said,  should  be  cut  in  the  same  way  that  class  rates 
were  cut,  if  reductions  in  class  rates  were  reduced.  High  rates 
on  finished  material,  he  said,  had  prolonged  the  depression  in 
the  iron  and  steel  business. 

A  moderate  reduction  on  all  commodities,  if  any  were  pos- 
sible, would  be  the  only  wise  course  for  the  Commission  to  fol- 
low, said  Wilbur  LaRoe,  Jr.,  speaking  for  his  partner,  Edgar 
E.  Clark,  former  chairman,  who,  at  the  time  of  the  argument 
was  seriously  ill,  having  recently  undergone  a  surgical  operation. 
Mr.  Clark  was  to  have  spoken  for  the  Chicago  Association  of 
Commerce.  Mr.  LaRoe  said  he  had  not  had  an  opportunity  to 
consult  with  Mr.  Clark  but  felt  that  he  was  presenting  his  gen- 
eral idea  correctly.  He  said  the  former  chairman  had  taken 
the  position  of  his  client  only  after  having  considered  it  for 
himself. 

"The  association  is  not  asking  for  a  reduction  in  rates," 
said  Mr.  LaRoe,  "although  the  business  of  its  members  has  been 
restricted  in  such  a  way  as  to  suggest  that  the  percentage  in- 
creases in  rates  caused  the  restriction.  Its  position  is  that  If 
any  reduction  can  be  made,  they  should  be  given  to  all  freight 
and  that  picking  out  this,  that  or  the  other  commodity  would 
lead  to  discrimination  and  dissatisfaction.  The  burden  of  freight 
rates  falls  on  the  whole  nation,  in  one  form  or  another." 


Chairman  McChord  asked  LaRoe  what  he  called  a  moderate 
reduction.  Ten  per  cent,  he  suggested,  with  nothing  beyond  15. 
He  argued  against  the  more  or  less  generally  circulated  sugges- 
tion that  commodity  rates  might  be  cut  with  advantage  to  the 
country,  but  not  class  rates.  That  he  denounced  as  untenable, 
and  tending  to  increase  the  advantage  of  the  big  shipper  and 
the  disadvantage  of  the  smaller. 

He  doubted  whether  the  statistics  in  this  record  warranted 
any  reduction  in  any  rates,  but,  if  the  Commission  came  to  a 
different  conclusion,  he  said  the  Chicago  Association  of  Com- 
merce was  firmly  of  the  opinion  that  the  benefit  should  be  given 
to  every  article  and  not  to  selected  ones.  He  admitted  the  record 
seemed  to  show  the  country  needed  help  in  the  form  of  reduced 
freight  rates.  He  was  utterly  opposed  to  reduction  in  passenger 
fares. 

"Wouldn't  it  be  better  for  industry  to  stabilize  itself  on  the 
present  freight  rates  than  to  make  a  reduction  of,  say,  10  per 
cent  now,  and  hold  out  a  hope  of  another  reduction  in,  say  six 
or  eight  months  from  now?"  asked  Commissioner  Potter. 

"Stabilization  and  certainty  about  freight  rates  certainly 
would  be  the  best  thing  that  could  happen  to  the  country,"  an- 
swered LaRoe,  who,  of  course,  admitted  that  certainty  about 
freight  rates  was  one  thing  the  Commission  could  not  assure. 

Frank  Lyon,  in  his  argument  about  rates  on  coal  for  the 
northwestern  dock  operators,  called  attention  to  the  fact  that 
they  had  stood  double  increases  while  the  shippers  from  Illinois 
had  had  only  one.  In  answer  to  him  Mr.  Ropiequet  referred  to 
the  specific  holding  by  the  Commission  that  there  was  no  rela- 
tionship in  the  rates  on  coal  from  the  eastern  mines  sold  by  the 
dock  operators,  and  the  coal  from  the  Illinois  fields,  and  sug- 
gested that  Lyon  was  bringing  in  old  stuff. 

Giving  attention  to  the  argument  of  Fred  H.  Wood  to  the 
effect  that  reductions  in  freight  rates  would  not  stimulate  busi- 
ness, he  called  upon  the  railroad  attorneys  for  the  railroads  to 
produce  the  ground  upon  which  the  railroads  were  asking  the 
Railroad  Labor  Board  to  reduce  wages  and  why,  if  reduced  rates 
would  not  stimulate  business,  the  executives  had  promised  to 
translate  wage  reductions  into  rate  reductions,  if  stimulation 
could  not  be  brought  about  by  such  reductions. 

F.  L.  Ballard,  in  behalf  of  the  anthracite  mine  operators  not 
affiliated  with  the  railroads  that  carry  the  anthracite,  renewed 
the  request  for  a  reduction  of  the  rates  on  that  kind  of  fuel 
to  the  level  of  the  rates  on  soft  coal,  pointing  out  that  the  ton 
mile  earnings  on  anthracite  are  much  more  than  double  what 
they  were  when  the  cost  of  operation  was  half  of  what  it  is  now. 

Speaking  for  eastern  furnace  interests,  Mr.  Ballard  said  the 
freight  cost  of  assembling  the  raw  materials  to  make  a  ton  of 
pig  iron,  was  $13  and  the  selling  price  of  a  ton  of  pig  iron  was 
only  $20.50.  The  cost  of  producing  a  ton  was  nearly  $24.  The 
furnace  people,  he  said,  had  deflated  their  costs  except  the  cost 
of  freight  on  their  inbound  material.  The  industry,  he  remarked, 
was  not  a  mushroom  but  had  been  planted  where  it  is  in  pre- 
revolutionary  war  days.  The  high  freight  rates,  he  said,  had 
helped  cut  the  production  to  about  one-fourth  of  normal. 

Murray  N.  Billings,  in  behalf  of  the  cement  industry,  ad- 
mitted that  1921  was  a  good  year,  the  tonnage  approximating 
1920.  But  he  said  the  welcome  tonnage  of  that  year,  caused 
largely  by  the  fact  that  in  1920  many  projects  in  which  cement 
was  used  had  had  to  be  held  up,  but  they  went  forward  in  1921. 
Conditions,  now,  he  said,  were  so  bad  that  for  the  first  time 
in  the  history  of  the  industry,  the  February  business  was  poorer 
than  the  January  and  the  March,  thus  far,  was  worse  than  the 
February.  Part  of  that  depression  he  attributed  to  the  fact  that 
this  hearing  was  on  and  no  one  would  buy  while  there  was  a 
possibility  of  reductions  in  freight  rates.  He  said  John  S. 
Burchmore  was  wrong  in  his  conclusion  that  no  commodity  had 
shown  itself  to  be  more  entitled  to  a  reduction  than  any  other. 
He  claimed  that  cement  had  shown  exactly  what  Burchmore 
had  said  no  commodity  had  shown. 

Argument  by   Elmquist 

Treating  the  suggestion  that  the  Commission  was  impotent 
to  deal  with  rates  because,  in  the  year  1921,  the  carriers  did 
not  earn  the  return  the  law  contemplates,  Charles  E.  Elmquist, 
for  the  Western  Pine  Manufacturers'  Association,  the  California 
White  and  Sugar  Pine  Manufacturers'  Association,  the  California 
Redwood  Association,  the  California  Pine  Box  Distributors  and 
the  Northern  Pine  Manufacturers'  Association,  said  there  were 
really  only  three  questions  to  be  answered:  They  were,  he  said: 
Should  rates  be  reduced?  can  rates  be  lawfully  reduced?  and  in 
what  manner  should  rates  be  reduced? 

As  to  the  contention  that  the  Commission  could  not  reduce 
rates  because  the  return  was  less  than  6  per  cent,  Mr.  Elmquist 
suggested  that  the  Commission  knew  in  November,  when  it 
instituted  the  present  proceeding,  that  the  carriers  had  earned 
less  than  6  per  cent.  To  him  it  was  inconceivable  the  Com- 
mission would  have  instituted  the  case  if  there  was  anything 
in  the  law  even  remotely  suggesting  that  it  had  to  treat  rates 
and  revenue  as  synonymous  terms,  and,  having  prescribed  one 
set  of  rates  that  did  not  produce  the  desired  return,  it  could 
hot  try  again. 

He  had  no  doubt,  he  said,  about  the  power  of  the  Commis- 
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sion  to  make  changes,  in  the  exercise  of  a  sound  judgment,  in 
an  effort  to  bring  the  desired  return  by  a  different  set  of  rates. 
Therefore,  his  thought  was  the  Commission  should  now  make 
reductions  where  the  testimony  tended  to  show  reductions 
would  do  most  toward  restoring  a  larger  volume  of  business, 
such  as  would  tend  to  bring  the  revenues  to  the  necessary 
point.  Without  doubt,  he  continued,  the  government,  having 
established  the  wages  which  caused  the  high  operating  costs 
of  the  railroads,  had  power,  and  it  should  be  exercised,  to  re- 
duce those  costs. 

In  no  other  way  could  there  be  a  harmonious  deflation  such 
a*  he  said  was  needed  to  bring  about  a  healthier  condition. 
There  had  been  deflation  in  everything  except  the  operating 
coats  of  railroads  and  the  maintenance  of  rates  out  of  line  with 
general  price  levels  was  injurious  to  the  railroads  and  shippers 
alike,  he  said,  lie  quoted  Secretary  Hoover  with  hearty  ap- 
proval to  support  his  proposition  that  unequal  deflation,  such  as 
he  contended  had  taken  place,  was  the  chief  cause  of  trouble 
in  the  country  today.  The  lumber  industry,  for  a  large  section 
of  which  he  was  speaking,  he  said,  had  undergone  severe  de- 
flation. 

The  second  question,  as  to  whether  rates  could  be  reduced 
lawfully,  was  harder,  he  admitted,  than  the  broad  economic 
question  raised  in  the  first  part  of  his  remarks.  But  as  to 
that,  he  pointed  to  the  Commission's  decision  in  the  New  Eng- 
land division  case  in  which  the  Commission,  notwithstanding 
the  fact  that  railroads  west  of  the  Hudson  were  making  less 
than  the  return  mentioned  in  the  law,  directed  an  Increase  in 
the  dirislons  of  the  New  England  carriers.  The  same  kind  of 
view  as  to  the  lawful  power  of  the  Commission  was  expressed 
by  the  Commission  in  the  live  stock,  bay  and  grain  and  south- 
ern hardwood  cases,  be  said.  In  each  of  those  cases,  he  pointed 
out.  it  made  orders  affecting  revenues  yielding  letffc  than  the 
return  mentioned  In  the  law. 

In  conclusion  he  said  the  western  lumbermen  generally  be- 
ii.-ved  the  freight  rates  represented  an  undue  proportion  of  the 
•  of  bringing  the  products  of  the  log  to  the  consumer;  that 
the  carriers  could  not  prosper  without  a  large  lumber  move- 
ment, and  that  prior  consideration  should  be  given  to  such 
a  basic  commodity  In  the  making  of  any  reductions  In  rates. 

Teal   for   Lumber    Interests 

"The  question  does  not  seem  to  be  whether  a  reduction  in 
these  rates  is  necessary,  but  just  how  long  a  time  will  have 
to  elapse,  how  many  financial  Inquests  will  have  to  be  held,  and 
how  long  the  railroads  can  afford  to  lose  revenue  before  the 
change  Is  made,"  said  Joseph  N.  Teal,  of  Portland,  speaking 
for  the  West  Coast  Lumbermen's  Association.  '•Eventually,  and 
In  the  not  far  distant  future,  it  will  be  clear  to  everyone  from 
any  standpoint,  selfish  or  otherwise,  that  it  is  most  unwise  and 
Improvident  to  stifle  lumber  production  with  consequent  losses 
of  other  business  and  other  traffic  and  in  the  lack  of  the  de- 
velopment of  the  country  that  results  from  the  maintenance  of 
the  existing  rate  structure." 

He  said  it  was  not  suggested  by  any  witness  for  the  lumber 
Industry  In  the  West  that  a  reduction  in  railroad  rates  would 
be  followed  Instantly  by  a  change  In  conditions.  That  could 
not  be  expected,  he  said,  although  from  the  discussions  of  some 
railroad  attornews  It  would  seem  that  that  was  the  test  they 
desired  to  apply.  He  said  there  was  no  difference  of  opinion 
among  men  conversant  with  the  lumber  Industry  affairs  of  the 
west  coast  that  there  could  be  no  substantial  or  continued  re- 
viral  of  the  Industry  unless  substantial  reductions  to  all  markets 
were  made.  In  pawing,  he  said.  It  might  be  remarked  that 
the  transcontinental  carriers  enjoyed  great  prosperity  when 
the  rates  on  lumber  from  the  west  coast  to  Chicago  were  60 
or  SS  cents  per  100  pounds. 

In  commenting  on  the  attitude  of  the  railroad  lawyers.  Mr. 
Teal  told  about  a  Preach  lawyer  and  a  French  court,  without, 
however,  -saying  whether  he  thought  the  Commission  should 
emulate  the  Gallic  tribunal. 

"The  lawyer  told  the  court  he  bad  no  facts,  but  that  he 
was  filled  with  emotion."  said  Mr.  Teal.  "Thereupon  the  court 
kissed  him."  The  story  brought  such  a  roar  of  laughter  the 
proceedings  were  Interrupted  until  quiet  was  restored. 

"The  railroads  admit  the  rates  are  too  high."  said  J.  V. 
Norman,  attorney  for  the  Southern  Hardwood  Traffic  Association. 
"In  fact,  everybody  admits  rates  are  too  high.  Then  why  not 
bring  them  down?  My  position  is  that  rates  on  raw  materials 
should  be  materially  reduced." 

Commissioner  Eastman  wanted  to  know  bow  much  of  a 
reduction  the  Commission's  hardwood  decision  had  brought 
about.  Norman  said  be  did  not  know  because  none  had  yet 
been  made. 

In  the  disposition  of  the  case  Norman  said  the  Commission 
would  have  to  exercise  a  business  judgment.  Some  railroad 
men  had  shown  such  a  business  judgment,  and  especially  Pres- 
ident Markham.  of  the  Illinois  Central,  who.  he  said,  was  willing 
to  sit  down  at  a  table  with  shippers  and  figure  out  rates  that 
would  move  the  traffic  and  bring  in  money.  He  was  willing  to 
make  reductions  wherever  possible  without  bringing  him  into 

•Hot   with  other  railroads,  although  he  did  not  always  try  to 


avoid  a  conflict.  With  300  such  executives,  he  said,  in  charge 
of  railroads,  the  country  would  get  back  to  a  normal  basis  in 
short  order. 

In  behalf  of  the  whole  petroleum  industry,  Fayette  B.  Dow 
called  attention  to  the  high  lights  in  the  testimony  of  the  wit- 
nesses for  the  oil  refiners,  especially  the  fact  that  while  the 
production  and  consumption  Increased  in  1921  over  the  preced- 
ing year,  the  volume  of  oil  carried  by  the  railroads  fell  off; 
that  it  was  cheaper  to  pipe  oil  to  the  gulf  coast  from  the  mid- 
continent  field,  than  to  send  it  by  tanker  to  the  north  Atlantic 
ports,  and  then  by  rail  Into  the  interior,  than  to  forward  it  all 
rail  to  the  same  points.  By  that  method  petroleum  products 
resulting  from  the  refining  of  mid-continent  crude  were  carried 
to  a  point  west  of  Cleveland  at  a  cost  lower  than  the  all-rail 
coet  from  the  mid-continent  field. 

As  to  whether  reduced  rates  would  stimulate  the  oil  busi- 
ness and  give  the  carriers  greater  revenue,  Dow  had  concrete 
testimony  to  offer.  He  said  the  elimination  of  the  Ex  Parte 
74  increases  from  the  rates  on  petroleum  from  mid-continent 
to  the  gulf  ports  caused  an  increased,  in  the  first  month  of  the 
decreased  rates,  from  one  refinery  to  New  Orleans,  from  379 
cars  to  2,194  cars.  March,  he  said,  was  continuing  to  show 
as  favorable  a  result.  From  Casper  and  Greybull,  Wyo.,  the 
reduction  resulted  in  the  production  of  596  cars  of  new  business 
In  the  first  month. 

In  behalf  of  the  paving  brick  Industry,  George  N.  Brown 
reviewed  the  testimony  given  by  the  witnesses  as  to  the  holding 
back  In  road  building  by  the  high  rates  and  the  substitution 
of  local  materials  as  a  substitute  for  the  desirable  brick.  He 
said  the  industry  was  in  a  dying  condition. 

In  behalf  of  the  Inter-mount.iln  state  governors  for  whom 
he  had  presented  testimony,  H.  W.  Prickett  said  the  farmers 
and  miners  of  those  states,  in  the  matter  of  rates,  were  held, 
by  the  railroads,  to  be  farther  from  the  big  consuming  centers 
than  any  other  points  of  production  on  earth.  He  said  products 
that  came  Into  competition  with  the  products  of  the  inter-moun- 
tain country  could  be  brought  to  the  markets  of  consumption 
than  the  states  in  the  Inter-mountain  country. 

H.  C.  Reynolds,  speaking  for  the  ice  harvesters  of  the 
Pocono  mountain  region,  said  the  railroads  were  charging  more 
for  hauling  ice  than  they  ever  obtained  for  hauling  any  other 
product  of  that  region  and  were  asking  so  much  that  the  traffic 
could  not  move. 

Walter  E.  McCornack.  for  the  Interior  Iowa  packers,  ob- 
jected to  the  present  spread  between  the  rates  on  the  live  animal 
and  the  product,  claiming  the  rates  on  the  product,  especially 
the  cured  product,  were  too  high  In  relation  to  the  animal  rate. 
He  said  the  adjustment  should  not  favor  long  hauls  on  animals 
because  such  transportation  was  uneconomical.  He  was  asked 
about  the  status  of  the  companies  be  was  representing  in  re- 
lation to  the  big  five.  One  company,  he  said,  was  controlled 
by  Wilson  *  Company,  but  all  the  others  were  without  affilia- 
tion with  any  other  company. 

Moke  Smith,  former  senator  from  Georgia,  made  bis  debut 
as  a  commerce  lawyer,  appearing  for  watermelon  growers  of 
that  state.  He  said  he  would  not  call  his  short  transcript  of 
testimony  on  the  subject  an  argument.  He  said  it  was  abso- 
lutely essential  that  the  Georgia  farmer  should  diversify  his 
crops  and  that  watermelon  growing  was  one  of  the  methods 
whereby  such  diversification  could  be  brought  about.  But  he 
said  the  farmers  who  had  gone  Into  watermelon  growing  were 
being  kept  out  of  northern  markets  by  high  freight  rates  which, 
he  said,  should  be  brought  down.  In  anticipation  of  reductions 
the  prospect  was  for  the  largest  crop  ever  known,  he  said. 

Challen  B.  Ellis,  for  the  Southern  Traffic  League,  said  the 
law  required  the  Commission  to  speculate  as  to  what  rates 
would  produce  the  reasonable  return  on  the  railroad  Investment. 
He  quoted  the  Knoxville  water  case  in  which  the  Supreme  Court 
said  It  was  the  duty  of  a  rate-regulating  body  to  exercise  Its 
judgment.  In  that  respect,  he  said,  this  case  differed  from  one 
l»  which  shippers  were  asking  for  reparation. 

Forney  Johnson,  for  the  Association  of  Owners  of  Railroad 
Securities,  argued  against  a  rigid  construction  of  section  15a. 
He  said  the  section  undoubtedly  vested  the  Commission  with 
discretion,  not  only  as  to  the  freight  rates,  but  as  to  the  naming 
of  the  rate  of  return  on  property  devoted  to  public  service. 

As  to  the  pooling  of  equipment,  suggested  by  Mr.  Warfleld, 
he  said  there  was  no  thought  that  it  could  be  made  to  bear  on 
the  present  situation.  The  suggestions,  he  said,  looked  entirely 
to  the  future. 

Clifford  Thome  obtained  time  to  discuss  his  theories  about 
the  returns  to  the  carriers  on  his  claim  that  if  their  book- 
keeping methods  reflected  the  present  prices  of  materials,  th« 
rate  of  return,  on  the  same  volume  in  1922  that  was  carried 
in  1921,  would  be  In  excess  of  5  per  cent.  The  trend  of  prices 
was  downward,  he  said,  but  the  materials  now  being  used,  he 
asserted,  were  being  charged  out  at  the  high  prices  that  no 
longer  prevailed.  He  contended  that  the  price  tendency  would 
be  downward.  For  the  first  time  in  the  history  of  the  Com- 
mission, be  said,  all  shippers  were  In  favor  of  reductions. 

As  his  personal  view,  which  he  had  not  submitted  to  an) 
of  his  clients,  he  said,  he  was  opposed  to  a  fixed  rate  of  return 
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to  be  earned  each  year,  but  favored  a  flexible  rate  of  return, 
adjusted  to  commercial  conditions,  which,  over  a  period  of  years, 
would  give  a  reasonable  rate  of  return.  He  called  attention  to 
the  fact  that  earnings  do  not  run  along  in  a  straight,  line  but 
in  waves  reaching  peaks  every  four  or  five  years.  The  test 
period,  on  which  the  standard  return  for  the  railroads  taken 
under  federal  control  was  calculated,  contained  such  a  peak  and 
therefore  the  rate  of  return  guaranteed  to  the  railroads,  as 
compensation,  was  5.21  per  cent,  he  said. 

Bronson   on   Coal   and    Coke 

Appearing  for  the  eastern  carriers  with  respect  to  bitumi- 
nous coal  and  coke,  W.  S.  Bronson  argued  against  any  reduction 
being  made  in  the  freight  rates  on  coal  and  asserted  that  such 
action  would  not  stimulate  traffic. 

"Prices  of  coal,  according  to  witnesses  for  the  coal  pro- 
ducers before  the  Commission,  have  declined  approximately 
$1.00  a  ton  in  the  last  year,  but  that  has  failed  to  stimulate 
buying,"  said  Mr.  Bonson.  "Why  should  a  smaller  reduction  in 
the  freight  rate  on  coal  bring  about  a  stimulation  in  the  move- 
ment of  that  commodity?" 

Mr.  Bronson  said  that  with  the  railroads  using  approximately 
28  per  cent  of  the  coal  output  of  the  country,  public  utilities  6 
per  cent  and  householders  10  per  cent,  little  stimulation  in 
buying  could  be  anticipated,  as  it  has  been  shown  by  witnesses 
before  the  Commission  that  the  demand  from  those  sources  is 
fairly  constant.  Substantially  all  the  remainder  of  the  soft  coal 
produced  in  the  United  States  he  said  is  used  by  industrial 
concerns,  largely  manufacturing. 

"The  stimulation  in  traffic  resulting  from  a  reduction  in  the 
bituminous  coal  rates,  if  there  should  be  any,  must  therefore 
come  from  an  increased  demand  by  purchasers  of  manufactured 
articles,"  said  he.  "Unless  the  manufacturer  elects  to  translate 
his  reduction  in  coal  rates  into  a  reduction  in  the  selling  price 
of  his  manufactured  articles,  reductions  in  the  coal  rates  can 
not  stimulate  the  movement  of  traffic. 

"The  main  question  then  is,  is  the  record  convincing  that 
the  manufacturer  would  translate  a  reduction  in  bituminous  coal 
rates  paid  on  the  coal  used  into  a  reduction  in  the  selling  price 
of  his  manufactured  articles.  A  large  number  of  witnesses  have 
said  that  a  reduction  in  the  coal  freight  rates  would  benefit 
industries  and  some  have  said  that  it  would  stimulate  business, 
but  not  a  single  manufacturer,  so  far  as  the  record  discloses, 
has  affirmatively  stated  that  he  would  translate  a  reduction  in 
his  coal  freight  rates,  thereby  reducing  his  costs  of  manufacture 
into  a  reduction  of  selling  price  of  his  manufactured  articles. 
Neither  has  anyone  explained  how  in  the  absence  of  a  reduc- 
tion in  the  selling  price  of  the  manufactured  articles,  stimulation 
in  traffic  could  obtain." 

Mr.  Bronson  said  the  fact  was  that  the  freight  charges  on 
bituminous  coal  represented  so  small  a  proportion  of  the  total 
cost  of  all  manufactured  articles  that  any  reasonable  coal  rate 
reduction  would  reduce  the  cost  of  manufactured  articles  too 
little  to  reasonably  expect  such  a  reduction  to  be  reflected  in 
the  selling  price  of  articles  manufactured  through  the  use  of 
coal,  while  it  would  reduce  the  carriers'  revenues  in  the  eastern 
district  millions  of  dollars  annually.  In  the  case  of  iron  and 
steel  articles  Mr.  Bronson  said  a  10  per  cent  reduction  in  freight 
rates  would  reduce  production  costs  but  64/100  of  one  per  cent. 

"The  eastern  carriers  submit,"  said  he,  "that  the  record  is 
clear  that  a  reduction  in  coal  rates  could  not  in  the  very  nature 
of  things  be  expected  to  stimulate  the  movement  of  traffic. 
Within  the  possible  exception  of  the  householder  and  then  only 
to  a  small  extent,  and  the  public  utility,  the  only  result  of  such 
a  reduction  would  be  to  benefit  the  financial  conditions  of  manu- 
facturing industries  enjoying  great  prosperity  from  1914  to  1920, 
and  now  much  better  able  to  stand  temporary  adversity  than  are 
the  carriers,  without  really  benefiting  the  person  who  pays  the 
freight  and  from  whom  an  increased  demand  necessary  to  stimu- 
late traffic  must  come." 

Edward  Brooker,  for  the  National  Association  of  Sand  and 
Gravel  Producers,  said  the  high  rates  were  holding  back  road 
improvement  work  by  counties  and  states  and  he  urged  a  reduc- 
tion to  the  end  that  that  kind  of  work  might  be  resumed  for 
the  employment  of  the  kind  of  labor  in  which  there  is  most 
unemployment.  He  said  that  reduced  rtes  on  road  building  ma- 
terials had  been  made  in  many  states,  but  that  the  cuts  were 
not  deep  enough  or  widespread  enough  to  afford  a  full  measure 
of  relief  along  that  line. 

Railroad    Attorneys   Speak 

Alfred  P.  Thorn,  Fred  H.  Wood,  A.  P.  Humburg  and  H.  A. 
Taylor  completed  the  arguments  in  the  Commission's  general 
rate  inquiry  in  the  half  day  session  of  March  13,  made  necessary 
by  the  fact  that  attorneys  for  shippers,  during  the  time,  allotted 
to  them,  overran  the  time  assigned  to  them.  The  argument  of 
Mr.  Thorn  was  unusual  in  that  he  contended  that  the  shippers 
should  not  have  come  to  the  Commission,  but  should  have  gone 
before  the  Railroad  Labor  Board,  because  the  chief  function  of 
the  Commission  now,  under  the  amended  interstate  commerce 
law,  was  to  see  to  it  that  the  railroads  were  kept  in  condition  to 
perform  service.  He  said  the  Commission,  in  effect,  was  handed 


a  labor  bill,  which  it  cannot  challenge  and  which  it  must  trans- 
late into  rates.  He  asked,  time  and  again,  why  the  shipping  in- 
terests had  not  gone  to  the  only  forum  which  could  give  them 
relief. 

Commissioner  Aitchison  asked  him  if  he  did  not  know 
the  National  Industrial  Traffic  League  had  asked  permission  to 
appear  before  the  Railroad  Labor  Board  and  that  the  latter  had 
dpcided  the  Leagne  had  no  standing  in  wage  cases? 

"I  know  that,"  said  Mr.  Thorn,  "but  I  understand  that  it  has 
since  held  the  public  has  a  right  to  intervene  in  proceedings  be- 
fore it." 

"The  law  does  not  give  you  control  over  the  principal  item  of 
cost,"  said  Mr.  Thorn.  "I  wonder  why  the  gentlemen  who  came 
here  denouncing  the  railroads  for  refusing,  as  they  asserted,  to 
share  in  the  depression  that  is  general  do  not  go  to  the  forum 
that  can  reduce  that  principal  item  of  cost.  Why  do  they  not  go 
to  the  forum  where  they  can  get  relief?  Instead,  they  come 
here.  That  is  the  great  tragedy  of  this  whole  matter.  Why, 
instead,  do  they  come  here  with  threats  or  suggestions  of  politi- 
cal action  resulting  in  dire  consequences? 

"They  come  here  because  they  consider  the  railroads  the 
line  of  least  resistance;  because  they  do  not  want  to  antagonize 
the  powerful  interests  that  resist  reduction  in  costs.  Down  in 
their  hearts  they  know  this  is  not  the  body  to  give  them  relief. 
They  know  here  is  not  the  place  to  try  out  that  issue.  Why  can- 
r.ot  this  Commission  announce  to  the  public  the  reason  for  the 
high  rates  against  which  complaint  is  made.  Why  should  this 
body  assume  a  burden  that  does  not  belong  on  it?  Why  should 
hot  the  shipping  interests  join  us  in  representations  to  the  Rail- 
road Labor  Board?  They  have  not  done  so.  Instead,  man  after 
man  has  come  here  and  said,  by  necessary  implication,  that  we 
refuse  to  share  any  of  the  burden  of  the  depression.  They  de- 
nounce us  for  not  consenting  to  further  reductions  in  our  rev- 
enues, well  knowing  we  cannot  prepare  for  the  return  of  pros- 
perity with  smaller  revenues. 

"Why  do  they  come  here  denouncing  us  and  putting  the 
odium  of  high  rates  on  us,  when  they  know  one  governmental 
body  fixes  our  costs  and  another  governmental  body  establishes 
our  revenues?" 

In  closing  his  argument,  Mr.  Thorn  said  the  bench  to  which 
he  was  addressing  his  argument  had  the  character,  the  courage, 
the  genius  and  the  duty  to  find  the  truth  about  the  situation  and 
declare  it.  "And  when  that  has  been  done  the  public  will  apply 
the  remedy,"  he  added. 

After  concluding  that  part  of  his  argument,  Mr.  Thorn  said 
the  Commission  could  not  strike  a  more  severe  blow  to  the 
credit  of  the  railroads  than  to  say  the  rate  of  return  on  the 
value  of  the  property  devoted  to  transportation  should  be  less 
than  was  declared  in  the  law  itself  for  application  to  March  1, 
1922,  or  5%  to  6  per  cent. 

While  Mr.  Humburg  was  arguing,  Chairman  McChord,  at 
the  suggestion  of  his  colleagues,  asked  if  the  Commission  should 
conclude  there  might  be  reductions  in  rates  and  that  such  re- 
ductions should  be  on  specified  commodities,  what  commodities 
should  be  selected.  Mr.  Humburg  said  he  could  not  answer  that 
question  because  he  was  talking  only  about  coal  carried  on  the 
western  and  southern  lines.  He  said  that  perhaps  Mr.  Thorn, 
who  intended  speaking  for  the  railroads  generally,  would  answer 
that  question.  Mr.  Thorn  promptly  said  he  would  not  under- 
take to  answer  that  question  and  that  in  his  own  time  he  would 
undertake  to  indicate  why  he  could  not  answer  it.  He  took  up 
the  query  at  the  start  of  his  argument.  He  said  the  reason  he 
could  not  answer  the  question  was  to  be  found  in  the  fact  that 
there  was  disagreement  among  the  railroad  men  themselves. 
As  the  representative  of  all  the  railroads,  he  said  he  thought, 
under  the  conditions,  he  could  not  give  an  answer  in  his  rep- 
resentative capacity.  He  called  attention  to  the  fact  that  Mr. 
Willard  had  contingently  favored  a  horizontal  reduction,  while 
Messrs.  Chambers  and  Powell  had  favored  reductions  on  basic 
commodities,  if  the  Commission  concluded  that  any  could  be 
made.  He  said  his  inability  did  not  arise  from  any  desire  to 
evade  responsibility. 

In  starting  his  discussion  Mr.  Thorn  said  he  had  noted  with 
distress  the  undisputed  testimony  about  a  great  depression  in 
business  and  also  suggestions  or  threats  that  if  the  Commission 
did  not  reduce  rates,  political  action  resulting  in  dire  conse- 
quences might  be  expected.  He  suggested  that  fear  was  not  a 
good  guide  for  seekers  after  the  truth  such  as  the  commission- 
ers had  to  be  in  this  case.  He  said  the  shippers  had  discussed 
the  subject  as  if  it  were  only  a  question  of  relative  deflation; 
and  that  they  contended  that  industry  had  been  deflated  while 
the  railroad  rates  had  not  been. 

In  answer  to  that  argument  he  said  they  had  overlooked 
the  great  change  made  in  the  public  policy,  as  declared  in  the 
transportation  law.  Prior  to  its  enactment,  he  said,  the  policy 
had  been  one  of  repression  for  the  railroads.  The  new  law, 
enacted,  as  he  said,  in  answer  to  President  Wilson's  assertion 
that  it  was  time  for  a  new  assessment  of  the  attitude  the  public 
should  hold  toward  the  railroads,  declared  that  the  public  in- 
terest demanded  protection  for  the  railroads  and  their  preserva- 
tion in  a  state  to  serve  the  public  with  transportation. 

"It  would  be  trifling  with  the  intelligence  of  this  Commis- 
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sion  to  discuss  this  question  on  the  basis  of  the  private  interest 
of  the  railroads  and  the  private  interest  of  the  industries  of 
the  country,"  said  he.  "To  consider  whether  the  railroads  should 
contribute  something  from  their  revenues  to  industry  would 
be  considering  the  question  on  that  basis.  Yet  that  has  been 
the  theory  on  which  the  case  has  been  tried.  It  might  be  fair 
from  the  standpoint  of  private  interest,  after  a  period  of  un- 
rivaled prosperity,  to  ask  the  railroads  to  contribute  something 
to  industry.  But  the  railroads  were  not  permitted  to  share  in 
that  prosperity.  Industry  was. 

"The  theory  of  the  law  Is  that  we  should  be  in  position  to 
furnish  transportation  when  there  is  a  return  of  prosperity. 
If  we  are  not  to  be  allowed  to  prepare  for  the  return  of  pros- 
perity, what  need  is  there  for  increasing  production? 

"There  are  15  per  cent  of  bad  order  cars  in  the  country 
now.  Should  they  not  be  repaired  so  as  to  enable  the  railroads 
to  furnish  transportation  when  prosperity  returns?  It  Is  ad- 
mitted that  the  number  of  bad  order  cars  should  not  exceed 
five  per  cent.  The  vital  phase  of  that  part  of  their  duty,  it 
seems  to  me.  is  apparent. 

"Who  is  to  say  there  will  be  a  restoration  of  prosperity 
unless  and  until  there  is  a  demand  for  commodities?  Price 
reductions  far  In  excess  of  any  possible  reductions  in  railroad 
rates  have  not  stimulated  business.  We  have  seen  great  price 
'reductions  without  any  increase  in  business. 

"If  your  argument  thus  far  is  to  be  taken  at  face  value," 
suggested  Mr.  Aitchison,  "it  Is  an  argument  for  an  Increase  In 
rates. 

"No."  said  Mr.  Thorn.  "I  am  not  asking  for  the  application 
of  the  rules  of  strict  logic.  I  am  not  asking  for  an  Increase 
in  rates." 

"But  whether  you  are  asking  for  an  Increase  or  not  does 
not  affect  our  duty,  does  It?"  retorted  Mr.  Aitchison.'  Mr.  Thorn 
said  an  increase  In  rates,  no  one  had  suggested,  would  help  the 
situation. 

"Is  It  possible  for  the  country  to  return  to  a  condition  of 
normality,  so  long  as  one  industry  Is  above  that  basis?"  asked 
Mr.  Campbell. 

•  My  answer  to  that  Is  that  the  country  Is  not  being  held 
back  by  freight  rates  and  you  cannot  afford  to  take  the  risk 
of  reducing  them  on  the  theory  that  thereby  you  would  be 
stimulating  business." 

Prom  that  point  Mr.  Thorn  discussed  the  case  on  the  theory 
that  the  proper  forum  for  the  shippers  was  the  Railroad  Labor 
Board  as  the  body  having  control  over  the  principal  Item  of  ex- 
pense. In  connection  with  that  discussion  he  referred  to  figures 
and  theories  put  Into  the  record  by  Clifford  Thorne.  saying  they 
were  the  same  as  he  had  been  putting  Into  the  records  for  ten 
years  past.  He  said  Mr.  Thorne  bad  gone  on  the  assumption 
that  by  showing  that  railroad  securities  were  being  quoted  In 
the  market  as  high  as  the  securities  of  selected  Industries  the 
credit  of  the  railroads  was  as  good  as  that  of  the  Industries. 
He  said  the  Commission  hsd  repudiated  the  theories  of  Mr. 
Thorne  and  It  should  do  so  again. 

In  discussing  the  Thorne  figures  and  theories  Mr.  Thorn  al- 
luded to  a  brief  Olenn  E.  Plumb  filed  In  the  case  but  on  which 
the  labor  attorney  made  no  oral  presentation,  as  refuting  the  im- 
plication drawn  by  Thorne  that  the  prices  at  which  railroad  se- 
curities were  sold  Indicated  that  the  railroads  had  Just  as  good 
credit  as  several  Industrial  Institutions  supposed  to  be  of  sound 
standing. 

"Mr.  Thorne  asked  why  the  Commission  did  not  quit  babying 
the  railroad  Industry  and  why  It  did  not  stand  on  Its  feet  like 
a  man."  said  Mr.  Thorn.  "The  answer  Is  that  It  Is  not  permitted 
to  stand  on  Its  feet  like  a  man.  It  Is  not  permitted  to  make  rates 
or  to  say  how  much  It  shall  pay  as  wafts. 

"We  have  nothing  to  do  with  outstanding  securities.  Our 
problem  Is  to  find  a  way  to  float  new  securities.  Mr.  Plumb  ad- 
mits that  stock  cannot  be  sold  now  nor  bonds  except  on  the  basis 
of  Interest  rates  about  double  what  outstanding  bonds  bear  and 
then  only  after  It  Is  shown  there  is  a  margin  of  equity  over 
aove  the  securities  already  Issued." 

In  further  criticism  of  Mr.  Thorne.  Mr.  Thorn  called  atten- 
tion to  the  fact  that  In  the  five  per  cent  case,  Thorne  filed  a 
memorandum  attacking  Louis  D.  Brandels,  now  on  the  supreme 
bench,  accusing  him  of  having  deserted  the  shipper's  side  of  the 
rase  and  going  to  the  railroad  side  of  the  matter,  while  It  was 
pending. 

No  reference  to  the  labor  side  of  the  case  other  than  that 
made  by  Mr.  Thorn  came  before  the  Commission.  Plumb  did  not 
argue  the  matter.  He  was  not  present  at  the  hearing  except  for 
•  short  time  and  not  at  all  during  the  argument.  In  his  brief 
he  took  the  position  that  what  witnesses  had  said  about  wage* 
was  Irrelevant  and  called  attention  to  the  fact  that  the  Commis- 
sion. In  asking  questions  for  its  own  enlightenment,  did  not  ask 
any  about  wages  or  conditions  of  employment.  Therefore,  he 
assumed  the  Commission  In  Its  decision  would  keep  within  Its 
jurisdiction  and  have  nothing  to  say  about  the  principal  Item  in 
the  cost  of  operating  the  railroads. 

But  to  show  that  rates  need  not  be  held  so  high,  he  said  that 
on  the  valuations  so  far  completed  by  the  Commission,  the  rail- 
road property  value  was  shown  to  be  only  68  per  cent  of  the 


capitalization.  Therefore  he  suggested  the  necessity  for  the 
Commission  making  another  tentative  valuation  for  rate-making 
purposes.  On  the  basis  of  the  valuations  now  in  hand,  he  wrote, 
the  value,  for  rate-making  purpose,  would  be  about  $13,500,000.- 
000  instead  of  $18,900,000,000.  He  suggested  a  comparison  of  rail- 
road capitalization  with  capitalization  in  some  like  industry.  If 
none  such  could  be  found,  he  said,  the  claim  that  railroad  labor 
was  being  paid  more  than  for  like  services  in  other  industries 
should  be  given  up. 

Mr.  Taylor  for  the  hard  coal  carrying  roads,  and  particularly 
the  Erie,  criticized  the  figures  put  into  the  record  by  speakers  for 
the  part  of  the  hard  coal  mine  operation  not  affiliated  with  the 
railroads.  Any  reduction  on  hard  coal  rates  would  be  very  seri- 
ous for  the  Erie,  he  said,  and  disastrous  for  the  New  York,  On- 
tario A  Western,  controlled  by  the  New  Haven. 

In  behalf  of  the  southern  and  western  roads  which  have  a 
large  coal  tonnage.  Mr.  Humburg  said  the  claim  that  a  reduction 
in  rates  would  so  stimulate  business  as  to  give  the  railroads  a 
greater  net  than  before  was  fundamentally  unsound.  He  said  it 
had  been  thoroughly  refuted  by  the  testimony  of  Mr.  Cochran 
and  the  argument  of  Mr.  Bronson  based  thereon.  Cuts  in  the 
prices  of  Pacific  coast  lumber  and  Illinois  coal,  he  pointed  out, 
had  not  produced  a  volume  of  tonnage  to  supply  the  revenue  lost 
by  the  reductions,  he  said. 

"If  business  were  normal,  would,  or  would  it  not  be  possible 
to  reduce  rates?"  asked  Commissioner  Campbell. 

"It  would,  if  the  railroads  were  receiving  the  net  the  law 
contemplates  they  should.  The  railroad  machine  must  be  kept 
going."  answered  Mr.  Humburg. 

"But  the  business  machine  must  also  be  kept  going,  mustn't 
It?" .asked  Chairman  McChord. 

"Yes,  they  go  together." 

Commenting  on  the  suggestion  of  the  coal  people  that  re- 
ductions should  be  from  55  to  75  cents  per  ton  on  coal,  Mr.  Hum- 
burg pointed  out  that  a  55  cent  reduction  would  take  $200,000,000 
from  the  railroads  and  the  heavier  cut  would  deprive  them  of 
$300.000.000.  He  pointed  out  that  even  a  50  oer  cent  reduction 
would  have  serious  consequences  to  individual  roads.  It  would 
convert,  he  said,  a  net  of  $3.874,000  into  a  deficit  of  $6,000,000 
for  the  1/ouisvllle  ft  Nashville,  on  the  basis  of  a  vear  ended  Seu- 
t ember  30,  1921.  Serious  things  would  also  befall  the  C.  C.  A  0.. 
the  Alton.  Southern,  and  other  roads  that  have  already  had  big 
losses  by  reason  of  the  Commission's  decisions  in  the  live  stock 
and  grain  cases. 

Clyde  M.  Brown,  general  counsel  for  the  New  York  Central, 
obtained  time  to  argue  against  any  reduction  in  passenger  fares 
or  the  elimination  of  the  Pullman  surcharge.  He  said  the  pro- 
posal to  reduce  the  basic  fare  from.,3.6  to  3  cents  a  mile  could 
not  possibly  bring  about  an  Increas*  of  20  per  cent  In  the  num- 
ber of  passengers.  Another  proposition  was  that  the  surcharge 
had  not  been  followed  by  as  great  a  diminution  of  Pullman  busi- 
ness as  that  which  fell  on  the  railroads  when  the  depression  in 
business  caused  a  slump  In  the  operating  revenue  of  the  car- 
riers. 

Fred  H.  Wood,  answering  criticisms  of  the  constructive  year 
figures  used  by  the  railroads,  said  that  the  price  of  coal  to  the 
railroads  would  have  to  go  down  to  98  cents  a  ton  to  enable  them 
to  recoup  losses  that  would  come  to  them  by  reason  of  cuts  in 
rates  In  coal  as  proposed  by  the  coal  people  and  shippers,  and 
still  allow  them  6  per  cent  on  their  Investment. 

Thorne    Flits    Brief 

In  a  brief  of  bis  arguments  before  the  Commission  In  the 
general  rate  Inquiry,  filed  after  the  argument  was  made,  Clifford 
Thorne  called  attention  to  the  fact  that  there  were  two  facts 
which  distinguished  that  case  from  all  Its  predecessors.  They 
were,  he  said,  that  this  was  the  first  In  which  general  reductions 
were  asked,  and  that,  for  the  first  time  In  history,  all  shippers 
were  leagued  In  opposition  to  the  rates  of  the  carriers.  He  con- 
lend  the  latter  extremely  significant.  Another  significant  fact. 
Ing  to  his  view,  was  that  In  the  latter  half  of  1921,  while 
Industry  was  prostrate,  the  railroads  were  earning  at  a  rate  In 
excess  of  five  per  cent,  and  that  since  1915  the  surplus  of  the 
railroads,  above  expenses,  taxes.  Interest  and  dividend  require- 
ments, had  more  than  doubled,  so  that  at  present  It  was  in  ex- 
cess of  $3.000.000,000.  Still  another  significant  fact,  according  to 
Ms  review  of  the  testimony,  was  that  fewer  miles  of  railroad 
were  In  the  hands  of  receivers  at  the  time  of  the  hearing  than 
ever  In  the  history  of  railroads:  also  that  It  was  admitted  at 
the  hearing,  by  Mr.  Alshton  and  Secretary  Hoover,  that  the  rail- 
roads were  keeping  up  their  current  maintenance.  Continuing, 
Mr.  Thorne  said: 

The  railroad  earning*  which  we  have  described  have  been  secured 
•  t  a  time  of  the  most  profound  Industrial  depression  of  the  present 
ration  In  practically  all  lines  of  Industry:  at  a  time  when  thou- 
sands of  factories  are  closed  down  or  In  the  hands  <if  n-i.  iv>  is;  wlu-n 
millions  of  our  people  are  Idle  nnd  few  Industries  lire  nlile  to  meet 
their  operating  expenses. 

It    Is    not    sufficient    to    say    that    lii"    railroads    wcie    denied    the 
les;e   of   Increasing   their  cnargM   corresponding   to   the   Increase   In 
commodity   prices  during  the   war:   because.    In   lieu   of  such    Increases. 
nt    obligated    Itself    to    pay    to    the    carriers    out    of    trn- 
public    tn'asiitv   approximately   one   billion   dollars,   and    after   the    rail- 
roads were  returned  to  the  companies,  during  the  year  1920.  the  ROV- 
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eminent  also  obligated  itself  to  pay  them  an  additional  sum  equal  to 
several  hundred  million  dollars. 

We  are  not  asking  the  railroads  to  do  anything  different  from 
what  all  the  rest  of  us  have  done.  The  laws  of  commerce  and  indus- 
try have  compelled  us  to  reduce  our  prices,  and  we  must  reduce  our 
costs.  The  only  great  Industry  that  has  undertaken  to  defy  this 
proposition,  to  defy  the  forces  of  business,  the  laws  of  commerce 
that  control  the  rest  of  us,  is  the  railroad  Industry,  and  that  is  why 
all  the  lines  of  American  business  are  here  before  you  In  these  pro- 
ceedings. All  American  industry  is  appealing  to  you  to  say  to  these 
railroads  In  positive,  unqualified  terms  that  they  must  share  with  the 
rest  of  the  community  in  reducing  their  charges.  The  basic  theorum 
upon  which  they  are  resting  must  give  way — it  must  yield  to  the 
pressure  of  the  public  need.  If  any  other  industry  attempts  to  take 
a  like  position,  it  will  be  treated  in  the  same  manner;  nothing  can 
piwont  it — gentlemen's  understandings,  propaganda  in  newspapers 
and  magazines,  the  laws  on  the  statute  books,  railroad  labor,  the 
railroad  corporation,  everybody,  everything,  everywhere,  will  have  to 
yield. 

If  each  industry  said:  "Before  we  reduce  our  charges  you  must 
be  able  to  prove  to  a  disinterested  tribunal  that  our  business  will  be 
stimulated  sufficiently  to  offset  completely  the  loss  of  revenue  caused 
by  the  reduction  in  prices" — If  that  kind  of  a  policy  could  be  adopted 
by  all  industry — when,  I  say,  when  within  the  life  of  mankind  would 
prices  ever  be  reduced?  Each  would  wait  for  the  other  to  reduce 
his  prices  and  nobody  would  do  so.  That  is  precisely  the  policy 
which  the  railroads  are  trying  to  force  upon  the  people  of  the  United 
States;  that  is  the  occasion  for  this  spontaneous  protest  from  all 
branches  of  American  Industry. 

But  these  distinguished  counsel  say:  "If  the  government  con- 
trols the  maximum  prices  the  railroads  may  charge,  then  the  gov- 
ernment should  guarantee  a  minimum."  In  other  business  competi- 
tion serves  as  the  restraining  force,  keeping  prices  down,  but  com- 
petition does  not  guarantee  a  minimum  price  by  any  manner  of 
means.  In  the  railroad  industry  we  have  simply  substituted  gov- 
ernment regulation  for  competition.  But  if  this  means  that  Amer- 
ica's second  greatest  industry  shall  thereupon  be  Immune  from  the 
fundamental  laws  of  society  and  commerce,  set  off  unto  itself — a  sort 
of  sacred  cow  in  our  midst;  if  it  must  be  protected  by  the  strong 
arm  of  the  government  against  the  hazards  and  vicissitudes  of  busi- 
ness— if  that  be  your  policy,  then  public  regulation  is  a  farce  and 
can  not  long  continue  to  burden  American  business  with  such  nn 
artificial,  inconsistent,  unjust,  unconscionable  species  of  class  favorit- 
ism during  a  world  era  ft  reconstruction  and  readjustment  toward 
the  normal  pre-war  condition,  in  which  every  industry  must  share. 


RAILROADS  MAKE  THE  RATES 

The  Traffic  World  Washington  Bureau 

Speaking  in  the  House  in  favor  of  a  reduction  in  freight 
rates,  Representative  Jones,  of  Texas,  declared  that  since  the 
enactment  of  the  transportation  act,  "the  making  of  rates  has 
been  practically  in  the  hands  of  the  railroads  themselves." 

"This  does  not  seem  to  be  fair  in  any  sense,"  he  continued. 
"It  would  not  be  fair  to  permit  the  rates  to  be  fixed  wholly  by 
the  shipping  and  consuming  public.  They  would  perhaps  want 
rates  at  practically  nothing.  On  the  other  hand  it  is  manifestly 
unfair  to  let  the  railways  fix  rates  and  to  have  reductions  only 
when  they  file  voluntary  schedules  asking  for  reductions,  be- 
cause while  the  public  would  like  to  have  free  transportation,  on 
the  other  hand  the  railways  naturally  want  rates  that  produce 
the  greatest  revenue.  Somewhere  between  these  two  extremes 
there  should  be  a  middle  ground,  where  rates  could  be  fixed  that 
would  be  fair  alike  to  the  public  and  to  the  railroads.  Yet  in 
so  far  as  I  have  been  able  to  observe,  they  have  been  fixed  prac- 
tically by  the  railways  themselves,  and  in  their  anxiety  to  get 
the  rates  high  enough  to  suit  themselves  they  have  gotten  them 
almost  so  high  as  to  destroy  themselves. 

"It  is  not  so  much  the  fault  of  the  Commission  as  of  the 
law  itself,  imposing,  as  it  does,  upon  them  the  impracticable  duty 
of  fixing  both  intrastate  and  interstate  rates,  thus  placing  a 
greater  burden  upon  them  than  anybody  of  its  present  mem- 
bership can  attend  to.  In  the  multitude  of  applications  that 
come  to  them  they  have  been  relying  in  a  large  measure  upon 
data  and  statistics  furnished  by  the  railroads  themselves.  But. 
even  if  the  Commission  were  a  large  enough  body  to  do  all 
the  work  that  is  placed  upon  them,  as  a  practical  proposition 
the  giving  of  them  charge  of  local  rates  and  rate  making  makes 
a  system  that  becomes  absolutely  unwieldly.  Under  the  old 
system,  if  a  local  rate  were  too  high,  application  could  be  made 
to  the  local  commission  and  an  adjudication  had  within  a  very 
short  period  of  time  by  a  body  that  kept  in  touch  with  the  local 
conditions  and  which  could  get  the  facts  much  more  quickly 
and  accurately  than  any  far-away  commission  can  possibly  do. 
As  it  is  now,  when  a  local  rate  is  complained  of  the  complaint 
is  lost  in  a  sea  of  other  applications  and  the  local  shipper  and 
producer  can  only  cry  for  relief  and  has  no  language  but  a  cry. 

"When  a  Texas  producer  in  shipping  vegetables  is  com- 
pelled to  pay  four  or  five  times  as  much  in  freight  rates  as 
his  produce  brings  there  is  something  radically  wrong.  When 
a  Texas  farmer  or  a  farmer  from  any  other  state  is  compelled 
to  pay  more  for  his  freight  rates  than  his  corn  or  his  milo 
maize  will  net  him,  when  he  has  incurred  the  expense,  done 
the  labor,  and  suffered  from  the  uncertainties  of  the  season,  a 
condition  exists  which  must  be  remedied. 

"I  have  had  letters  showing  that  it  costs  more  to  ship 
horses  from  the  Panhadle  of  Texas  to  Oklahoma  than  the  horses 
would  bring;  that  it  costs  as  much  to  ship  a  carload  of  fruit 
from  California  to  Texas  as  the  fruit  is  worth;  that  corn  must 
be  burned  for  fuel  because  it  can  not  be  sold  for  enough  to 
pay  the  shipping,  and  that  the  rates  are  so  high  that  it  makes 
it  more  economical  to  burn  corn  than  to  buy  coal.  Thousands 
of  tons  of  vegetables  rotted  in  the  fields  of  Texas  last  year  be- 


cause of  this  condition,  and  much  of  the  production  of  that  and 
of  other  states — for  what  is  true  in  Texas  is  true  of  other  agri- 
cultural states — is  sold  below  the  cost  of  production. 

"Prior  to  the  war  we  had  the  finest  system  of  railroads  that 
existed  on  the  face  of  the  earth.  We  had  developed  under  the 
dual  system  of  interstate  and  state  commissions.  Anyone  who 
had  a  real  complaint  to  make  could  always  get  a  hearing  and 
an  early  decision.  But  as  the  same  has  been  managed  since  the 
passage  of  the  present  law  it  has  been  just  as  bad  as  if  there 
had  been  no  commission,  for  if  rates  are  to  be  fixed  only  on 
voluntary  acts  by  the  railways  themselves  what  boots  it  to 
have  an  Interstate  Commerce  Commission? 

"There  must  be  a  change  if  agriculture,  business,  and  indus- 
try are  to  survice.  Either  we  must  go  back  to  the  old  dual 
system  or  devise  an  entirely  new  system  whereby  a  body  will  be 
established  for  rate  making  that  will  make  rates  that  will  be 
fair  alike  to  the  public  as  well  as  to  the  railroads." 


SAYS    RAILROADS   ARE    DISHONEST 

The  Traffic   World   Washington  Bureau 

Representative  Johnson,  of  Mississippi,  member  of  the  House 
committee  on  interstate  and  foreign  commerce,  in  a  speech  in 
the  House,  declared  that  "the  charge  that  the  railroad  com- 
panies are  losing  money  all  the  time  is  an  infamous  falsehood, 
made  for  the  purpose  of  deceiving  the  public  and  creating  a 
sentiment  in  favor  of  the  railroads  that  they  may  continue  to 
rob  the  people."  Mr.  Johnson,  in  support  of  this  declaration, 
said: 

To  prove  my  statement  and  to  show  that  the  railroad  companies 
are  not  honest  and  have  no  intention  of  dealing  fairly  and  justly  with 
the  government,  I  direct  your  attention  to  the  provisions  of  the  trans- 
portation act  which  requires  all  railroad  companies  earning  more  than 
6  per  cent  on  the  value  of  their  property  used  in  transportation  from 
September  1,  1920,  to  turn  half  of  the  excess  so  earned  over  to  the 
United  States  government  for  the  support  of  the  weaker  railroads. 
Many  of  the  railroads  are  shown  to  have  earned  many  times  the  6  per 
cent,  as  shown  by  reports  of  the  Interstate  Commerce  Commission. 

The  railroads  earning  the  amounts  more  than  6  per  cent  have  been 
ordered  by  the  Interstate  Commerce  Commission  to  turn  50  per  cent 
of  the  excess  over  to  the  government  in  compliance  with  the  pro- 
visions of  the  transportation  act  for  the  support  of  the  weaker  roads, 
but  that  order  has  been  ignored  by  the  railroad  companies,  and  they 
have  retained  all  the  money  up  to  this  time  and  have  no  intention  of 
turning  any  part  of  it  over  to  the  government. 

The  Commission  recently  promulgated  rules  and  regulations 
governing  the  recapture  of  earnings  in  excess  of  6  per  cent  and 
under  them  the  carriers  are  required  to  submit  reports  by  April  1. 

Mr.  Johnson  also  said  that  more  than  a  year  ago  the  rail- 
roads issued  a  statement  saying  there  would  be  a  sweeping  re- 
duction in  rates  throughout  the  country  within  a  short  time. 

"Last  summer,"  he  continued,  "the  President  of  the  United 
States  visited  the  Interstate  Commerce  Commission,  and  upon 
his  return  to  the  White  House  posed  for  photographers,  and  with 
the  picture  was  published  a  statement  that  a  sweeping  reduction 
would  be  made  in  railroad  rates  throughout  the  United  States, 
that  business  generally  would  be  revived,  and  that  we  were  at 
the  dawning  of  a  new  era  of  prosperity.  The  big  newspapers 
throughout  the  country  carried  In  bold  headlines  news  of  the 
action  of  the  President.  The  people  were  led  to  believe  that 
there  was  an  honest  effort  and  intention  on  the  part  of  the  In- 
terstate Commerce  Commission  to  reduce  freight  rates." 

But  no  relief  could  be  obtained  from  the  Commission,  the 
Mississippian  asserted,  and  only  Congress  could  remedy  the  sit- 
uation by  repealing  section  15-a  and  paragraphs  3  and  4  of  sec- 
tion 13  of  the  interstate  commerce  act.  He  said  the  Commission 
opposed  repeal  of  these  sections  or  any  change  in  the  transpor- 
tation act.  He  referred  to  statements  sent  out  by  the  Railway 
Business  Association  opposing  changes  being  made  in  the  trans- 
portation act.  He  said:  "The  railroad  companies  and  their  al- 
lies in  business  are  at  work  to  try  to  perpetuate  this  transporta- 
tion act  to  the  great  injury  of  the  whole  people  of  the  United 
States." 


BILL  FOR   RAILROAD   RELIEF 

By  request,  Senator  King,  of  Utah,  has  introduced  a  bill  (S. 
3270)  "to  encourage  the  construction  and  operation  of  additional 
railway  facilities,  to  enable  railroad  corporations  to  pay  off  and 
reduce  their  interest-bearing  indebtedness,  to  make  investments 
of  money  in  railroads  more  secure  and  profitable,  to  reduce  the 
costs  of  transportation  on  railroads,  and  for  other  purposes."  The 
bill  would  authorize  any  railroad  corporation  to  receive  at  their 
par  face  value  bonds  issued  by  the  corporation  in  payment  for 
freight  charges  when  tendered  by  the  legal  owner  or  owners  of 
such  bonds.  Another  section  of  the  bill  provides  that  persons 
may  buy  railroad  bonds  to  aid  in  construction  of  roads  and  then 
pay  freight  charges  with  the  bonds. 


PULLMAN  SURCHARGE  ELIMINATION 
Representative  McLaughlin,  of  Nebraska,  has  introduced  a 
bill  (H.  R.  10876)  amending  section  1  of  the  interstate  commerce 
act  so  that  imposition  of  the  50  per  cent  surcharge  on  travel  in 
Pullman  cars  would  be  eliminated. 
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RAILWAY  WAGE   HEARING 

For  a  short  time.  March  13,  it  looked  as  though  the  Labor 
Board's  wage  hearing,  so  far  as  the  shop  crafts  were  concerned, 
had  reached  an  impasse.  "There  is  really  no  reason  why  we 
should  stay  here."  said  B.  M.  Jewell,  president  of  the  railway  em- 
ployes' section  of  the  A.  F.  of  L.,  "if  this  board  does  not  care 
to  accept  the  help  we  are  trying  to  give  it." 

This  threat  to  bolt  came  as  a  result  of  Vice-Chairman  Hoop- 
er's ruling  that  the  question  of  contract  work  in  outside  car  and 
locomotive  repair  shops  would  not  be  gone  into  at  the  present 
hearing.  "The  entire  value  of  any  testimony  on  the  subject  in 
tl  is  hearing,  from  your  viewpoint,"  he  said,  "is  based  on  the 
assumption  that  these  roads  have  violated  decisions  of  the 
board  in  contracting  for  the  repair  of  their  equipment.  As  a  mat- 
ter of  fact,  these  cases  are  before  the  board,  but  they  have  not 

.een  decided,  so  the  roads  cannot  be  assumed  to  be  under 
such  an  indictment.  I  rule  that  you  will  not  be  allowed  to  go 
into  the  question  now."  Whereupon  the  hearing  adjourned,  at 
Mr.  Jewell's  request,  so  that  he  could  rearrange  his  testimony  to 
overcome  the  board's  objections. 

Previous  to  this  the  shop  crafts  had  confined  themselves  to 
the  question  of  the  legality  of  the  submissions  made  to  the  board 
by  the  railroads.  In  a  number  of  instances,  they  claimed,  no 
conferences  or  Inadequate  conferences  had  been  held.  Shop 
craft  leaders  from  the  Wabash.  the  C.  M.  *  St.  P.  and  the  Pen- 
Marquette  were  brought  in  to  testify  as  to  the  duration  of  the 
conferences  which  preceded  the  submission  of  the  proposed  cuts 
to  the  board.  In  the  case  of  the  C.  M.  &  St.  P.,  it  was  alleged 
that  the  shop  craft  committee  received  2ft  hours  to  discuss  the 
entire  matter  of  wage  decreases  and  increases.  Mr.  Jewell  con- 
tended that  In  former  years  at  least  several  days  were  spent  at 
conferences  of  that  sort. 

The  case  of  the  Here  Marquette  was  even  more  aggravated, 
he  said,  and  he  read  Into  the  record  the  deposition  of  a  short- 
hand reporter  who  had  tried  to  take  notes  of  the  conference  be- 
tween President  Frank  H.  Alfred  and  the  shop  crafts  committee. 
According  to  this  statement,  Mr.  Alfred  adjourned  the  meeting 
as  soon  as  he  discovered  that  notes  were  being  taken.  He  also 
alleged  that  in  answer  to  the  demand  of  the  committee  for  their 
"rights,"  he  shouted  In  anger:  "You'll  get  no  rights  here!"  and 
that  he  destroyed  all  but  a  page  or  two  of  the  notes  the  reporter 
had  taken. 

"If  that  Is  the  kind  of  lesson  these  gentlemen  want  to  teach 
us."  Mr.  Jewell  remarked,  "we'll  say  'Amen.'  We  can  be  apt 
pupils  at  that  sort  of  thing." 

In  discussing  the  significance  of  testimony  regarding  the 
financial  condition  of  the  railroads  of  the  country,  put  In  at  the 
wage  hearing  before  the  I«abor  Board  last  week,  J.  O.  Walber, 
who  had  charge  of  the  general  presentation  for  the  eastern 
roads,  said.  March  15.  that  It  was  not  the  Intention  of  the  roads 
to  claim  that  a  decrease  In  wages  and  subsequent  decrease  In 
freight  and  passenger  rates  would  Increase  traffic  and  so  im- 
prove railroad  finances.  The  Introduction  of  this  testimony  and 
the  remarks  made  by  executives  of  some  of  the  smaller  roads 
had  led  auditors  to  believe  that  there  was  some  Inconsistency 
in  the  positions  of  the  carriers  as  adopted  at  the  general  rate 
Inquiry  and  at  the  wage  hearing.  This  belief  was  dispelled  by 
Mr.  Walber,  who  said  In  no  uncertain  terms  that  he  did  not 
believe  a  single  added  ton  of  freight  would  move  by  reason  of 
any  rate  reduction  that  could  be  made  If  the  wage  decreases 
now  asked  were  granted. 

Introduced  testimony  showing  the  general  finances  of 
the  roads  merely  to  show  that  they  were  operating  on  the  narrow 
margin  of  3.1  per  cent,"  he  said,  "and  that,  therefore,  they 
could  not  afford  to  make  the  rate  reductions  everyone  from 
the  President  downward  Is  clamoring  for  out  of  their  revenues. 
Most  railroad  men  are  agreed  that  these  reductions  should  be 
made  and  our  financial  testimony  shows,  we  think,  that  if  they 
are  to  be  made  they  must  be  paid  for  out  of  the  present  ex- 
orbitant railroad  labor  buil. 

In  a  bulletin  Issued  by  the  Association  of  Railway  Execu- 
tives, It  is  stated  that  savings  that  would  result  were  the  rail- 
roads allowed  to  pay  wages  on  a  par  with  those  paid  In  other 
Industries,  would  amount  to  $27.075.180  a  month.  The  figures 
were  compiled  by  the  Bureau  of  Railway  Economics,  which 
•aid  they  were  derived  from  a  study  of  3.700  Industrial  plants  in 
988  cities  In  eastern  territory.  According  to  this  bulletin,  the 
average  hourly  rate  of  pay  on  the  eastern  roads  was  61.3  cents. 
as  compared  to  an  average  rate  of  46.8  for  66  comparable 
classes  of  work  In  outside  Industries.  The  excess  amount  paid 
by  the  roads  was,  therefore,  14.5  an  hour,  or  14.8  an  hour  when 
overtime  was  taken  into  account.  Assuming  that  amount  saved, 
the  eastern  roads  would  have  lessened  their  labor  bill  for  Octo- 
ber. 1921.  by  $11.423.487.  straight  time  only,  or  by  $12,255.006. 
taking  account  of  overtime. 

In  the  occupations  affected,  according  to  the  report,  the 
eastern  roads'  pay-roll  was  about  45  per  cent  of  the  total  for 
class  I  roads  In  the  United  States.  The  data  applied  to  all 
class  I  roads,  on  that  basis  would  have  resulted  in  a  saving, 
•luring  October,  1921.  of  $25,227,697.  straight  time  only,  or  $27.- 
"7  "..180.  straight  time  plus  overtime. 


Shop  craft  representatives  continued  testifying  as  to  the 
inadequacy  of  conferences  on  various  roads  before  the  board, 
March  14  and  15.  Nothing  was  put  in  in  the  way  of  economic 
testimony  and  no  indication  was  given  as  to  whether  or  not  tho 
shop  crafts  intended  to  rest  on  their  contention  that  the  wage 
question  as  regards  to  their  classes  was  not  properly  before  the 
board. 

Adjournment  in  the  Labor  Board's  wage  hearing  was  taken 
at  noon  March  17,  until  March  20.  Up  to  the  time  of  adjourn- 
ment the  character  of  the  testimony  being  put  in  by  the  shop 
crafts  had  not  changed,  Mr.  Jewell  continuing  reading  extracts 
from  the  stenographic  reports  of  various  conferences  between 
lailroad  employes  and  their  managers. 

Some  discussion  has  been  caused  among  those  present  at 
the  hearings  by  the  fact  that  the  terms  of  three  of  the  board 
members  will  expire  on  April  1.  Although  that  date  is  only  two 
weeks  distant,  neither  the  railroads  nor  the  employes  have,  as 
far  as  could  be  learned,  submitted  the  nominations  from  which 
the  President  is  required  under  the  law  to  name  successors  to 
the  retiring  railroad  and  labor  members.  Little  doubt  is  ex- 
pressed about  the  reappointment  of  A.  O.  \Vharton  of  the  labor 
group,  because  Mr.  Wharton  is  the  only  representative  of  the 
American  Federation  of  Labor  on  the. board  and  because  it  is 
known  that  his  work  has  been  satisfactory  to  his  organiza- 
tions. Some  doubt  has  been  expressed,  however,  as  to  the  re- 
appointment  of  J.  H.  Elliott  of  the  railroad  group,  and  O.  W.  \V. 
Hanger  of  the  public  group.  Representatives  of  the  public  group 
are  selected  by  the  President  without  the  guidance  of  nomina- 
tions from  anybody. 


WAGE  STATISTICS 

The  Commission's  summary  of  wage  statistics  for  November. 
1'|-1.  shows  a  decrease  of  21.783  In  the  number  of  employes  as 
of  the  middle  of  the  month  compared  with  October.  Total  com- 
pensation decreased  $12.298,953.  For  the  maintenance  of  way 
and  structures  group  the  October  reports  showed  an  increase  of 
6,171  employes  over  September,  but  in  November  there  was  a 
reduction  of  31.140.  or  7.6  per  cent.  For  the  maintenance  of 
equipment  and  stores  group  there  was  an  increase  in  October 
compared  with  September  of  18,823  employes,  and  in  November 
the  number  was  further  increased  by  11,594  employes,  or  2.3 
per  cent. 

November  returns  indicate  the  following  increases  or  de- 
creases (D)  by  employe  groups  compared  with  October: 

Kxecullve*.  officials  and  staff  assistants $7 

Professional,   clerical  and  general    253 

Maintenance  of  way  and  structures D31.140 

Maintenance  of  equipment  and  stores 11,594 

Transportation  (other  than  train,  englnajhnd  yard) D2.282 

Transportation  (yardmasters.  switch  tenders  and  hostlers) 121 

Transportation   (train  and  engine  service) D396 

.D21.783 


Net   decrease    

A  comparison  of  the  number  of  employes  and  their  compen- 


sation, by  months,  follows: 

IM.VSS    I      STi:.\M    ROADS. 

Number 
Month.  of  employes. 

July.    1M1    1.834.872 

Auk-ust.    1921'  1.679,927 

•nU-r.    1»21-    ..  1.718.330 

October.   19J1    1.764.1SS 

"it«r.     l'«:i«     1.732.363 

i.  T..l..lo  A  Ironton  R.  K. 


Total 

compensation. 
»21 4.339.385 
227.746.89.r> 
223.972,822 
]  fl  IOS.M9 
225.304.00n 


EQUIPMENT  REPAIR  CONTRACTS 

A  reopening  of  the  recent  cases  In  which  the  Erie  Railroad 
was  accused  of  using  improper  tactics  in  contracting  for  Us 
car  and  locomotive  repair  work  was  ordered  by  the  Labor  Board, 
March  16,  In  order  to  Investigate  the  alleged  contracting  of  "a 
large  part,  possibly  all,  of  the  shops  of  the  entire  Erie  system, 
•»  a  newly  Incorporated  company  called  the  Meadvllle  Machinery 
Company." 

The  board's  resolution  adds  that  "public  announcement  it 
made  of  the  fact  that  the  officers  of  the  Meadvllle  Machinery 
Company  are  the  recent  officials  of  the  Erie  Railroad." 

In  order  to  get  at  the  bottom  of  the  matter  the  board  has 
decided  to  send  one  of  its  members,  "accompanied  by  such  ex- 
pert and  stenographic  assistants  as  may  be  deemed  necessary," 
to  the  "property  of  the  said  carrier  to  conduct  an  investigation 
and  to  Institute  such  legal  proceedings  as  may  be  deemed  neces- 
sary to  effectuate  this  order,  after  having  first  secured  all  the 
information  possible  here  in  Chicago." 

No  member  of  the  board  has  as  yet  been  selected  to  take 
charge  of  the  investigation  and  the  date  for  hearing  at  Chicago 
was  not  set 


HEARING  ON  MILEAGE  BOOK  BILL 
The  House  committee  on  Interstate  and  foreign  commerce 
has  decided  to  hold  a  hearing  March  21  on  the  mileage  book 
bill  which  was  passed  recently  by  the  Senate.  The  bill  d!rectn 
the  Commission  to  require  the  railroads  to  issue  mileage  books 
at  just  and  reasonable  rates. 
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SHIP  SUBSIDY  LEGISLATION 

The  Traffic  World  Washington  Bureau 

The  letter  sent  by  Commissioners  Chamberlain,  Thompson 
and  Benson,  the  Democratic  appointees  on  the  Shipping  Board,  to 
members  of  the  same  political  party  in  Congress,  urging  consid- 
eration of  the  ship  subsidy  legislation  on  a  non-partisan  basis, 
has  elicited  a  reply  from  Representative  Davis  of  Tennessee  and 
Representative  Hardy  of  Texas. 

"It  is  generally  understood,"  they  said,  "that  Chairman  Las- 
ker  was  appointed  because  of  very  shrewd  and  valuable  political 
service  rendered  during  the  last  campaign;  he  certainly  could 
not  have  been  appointed  because  of  any  knowledge  of  shipping 
waiters. 

"There  is  less  excuse  for  ship  subsidies  now  than  ever  before 
by  reason  of  the  fact  that  our  immense  government-owned  fleet 
can  be  purchased  by  private  operators  at  considerably  less  than 
world  market  .prices. 

"Yet  the  bill  you  now  propose  would  take  more  than  fifty 
million  dollars  a  year  out  of  the  pockets  of  the  taxpayers  and 
put  it  in  the  pockets  of  a  few  private  ship  lines." 

The  two  Democratic  representatives  said  they  refused  to  be 
"bound  and  gagged"  by  the  appeal  sent  forth  by  the  Democratic 
members  of  the  Shipping  Board. 

In  concluding  their  letter  they  said: 

"A  few  weeks  ago  there  was  printed  as  a  government  docu- 
ment a  report  on  the  history  of  shipping  discriminations  and  on 
various  forms  of  government  aid  to  shipping,  compiled  by  the 
Shipping  Board.  The  information  contained  in  that  document  is 
fairly  accurate  and  in  accord  with  the  standard  authorities  on  the 
subject.  The  facts  therein  recited  are  so  contradictory  of  your 
position  that  it  is  difficult  to  believe  that  you  have  read  this  docu- 
ment, although  compiled  in  the  name  of  your  board.  In  support 
of  this  suggestion  I  shalh quote  briefly  from  said  document: 

Great  Britain  has  never  granted  general  navigation  bounties  nor 
construction  bounties,  with  the  exception  of  the  early  Elizabethan 
subsidies  above  mentioned.  Practically  the  only  money  aid  given  by 
Britain  to  its  marine  is  in  the  form  of  postal  subventions. 

All  the  writers  seem  to  agree  that  the  growth  of  the  British  mer 
chant  marine  is  in  no  sense  due  to  the  small  subsidy  paid,  admitting 
that  the  payments  are  in  excess  of  the  postal  service  rendered.  The 
growth  of  the  British  marine  was  probably  due  to  the  early  develop- 
ment of  British  industry,  the  acquisition  of  extensive  colonial  posses- 
sions, and  the  monopolistic  position  in  colonial  trade. 

France  appears  to  be  the  country  of  subventions  par  excellence, 
although  in  1910  its  merchant  marine  was  outranked  by  Great  Britain, 
the  United  States,  Germany,  Norway,  and  Japan. 

There  seems  to  be  a  general  agreement  that  the  French  subsidy 
system,  which  has  been  more  or  less  the  model  for  Italy,  Spain,  and 
Japan,  has  been  a  failure.  The  Gallinger  committee,  which  supported 
subsidies  for  American  ships,  sought  to  overcome  the  evidence  of 
failure  demonstrated  by  the  French  law  by  introducing  the  testimony 
of  various  French  statesmen.  They  can  hardly  be  said  to  have  suc- 
ceeded. 

The  results  of  a  subsidy  in  Italy  have  not  been  any  more  suc- 
cessful than  in  France,  although  Italy  has  a  long  sea  coast,  a  dense 
population,  efficient  marine  workers,  and  low  wages.  She  is  handi- 
capped, however,  by  the  lack  of  coal  and  a  highly  developed  iron  and 
steel  industry.  (All  of  which  the  United  States  has  in  abundance.) 

The  Danish  merchant  marine  has  risen  from  178,000  tons  in  1870 
to  about  560,000  tons  in  1914.  Denmark  has  not  given  much  State  aid. 

Norway  ranks  third  among  the  merchant  shipping  of  the  world, 
being  exceeded  now  only  by  Britain  and  the  United  States.  It  rose 
from  1.022,000  tons  in  1870.  almost  exclusively  sail,  to  1,117,000  tons 
in  1912,  two-thirds  of  which  were  steel. 

The  small  shipping  subsidies  which  Norway  has  granted  to  its 
merchant  marine  can  not  have  had  a  material  effect  on  this  growth, 
which  is  due  to  other  circumstances. 

The  merchant  marine  of  this  country  (Germany)  has,  of  course, 
been  almost  annihilated  by  the  treaty  of  Versailles.  Prior  to  the  war 
Germany  had  reached  perhaps  the  greatest  growth  in  her  merchant 
marine.  This  was  not  due  to  subsidies  or  to  any  other  form  of  gov- 
ernment aid  that  can  be  established.  The  greatest  line  In  the  world, 
the  Hamburg-American,  is  said  never  to  have  received  a  cent  of 
government  subsidy. 

From  1870  to  1912  Germany's  shipping  rose  from  about  1,000,000 
tons  in  1870.  of  which  90  per  cent  was  sail,  to  over  3,000,000  tons  in 
1912,  of  which  one-sixth  only  was  sail. 

"In  the  final  conclusions  given  in  the  said  report  it  is  stated : 

A  study  of  the  authorities  on  subsidies,  taking  into  account  the 
policies  adopted  by  various  countries,  would  seem  to  indicate  that 
with  the  exception  of  Japan  the  policy  has  not  been  important  in  the 
building  up  of  a  merchant  marine. 

"As  a  matter  of  fact,  the  merchant  marine  of  Japan  was  not 
built  up  by  government  aid,  but  its  growth  was  simply  in  keeping 
with  Japan's  marvelous  industrial  growth.  They  granted  sub- 
stantially the  same  character  of  aid  as  France,  Spain,  and  Italy, 
where  it  proved  an  absolute  failure.  Besides,  the  total  govern- 
ment aid  granted  by  Japan  does  not  amount  to  more  than  the 
postal  subventions  paid  by  the  United  States. 

"And  yet,  in  spite  of  the  necessarily  admitted  fact  that  ship 
subsidies  have  either  not  been  employed  or  that  they  have  proven 
a  failure  in  the  other  great  maritime  nations,  the  false  doctrine 
is  being  industriously  circulated  that  it  is  necessary  for  the 
United  States  to  pay  subsidies,  direct  and  indirect,  which  will  ag- 
gregate more  than  the  combined  subsides  paid  by  all  the  other 
nations  on  earth  (omitting  the  legitimate  payment  for  service 
actually  rendered  for  carrying  mail,  etc.)  in  order  to  compete 
with  the  merchant  marine  of  other  nations,  whose  success  is 
incorrectly  alleged  to  be  due  to  subsidies. 

"The  recent  report  of  the  Shipping  Board,  above  referred  to, 


after  stating  the  fact  above  quoted,  and  much  more  to  the  same 
effect,  yet  concludes  with  the  following  final  conclusion,  remark- 
ably ludicrous  in  view  of  the  facts  previously  stated  in  the 
report : 

A  study  of  the  problem  would  seem  to  indicate  that  either  the 
policy  of  discriminating  duties  in  the  indirect  trade  or  subsidies  are 
essential  to  maintaining  an  American  merchant  marine. 

"There  appears  in  bold  type  on  the  inside  cover  of  the  said 
report  the  following: 

President  Harding's  recommendations  to  the  Congress  for  a 
national  shipping  policy  will  be  based  in  large  measure  upon  the 
information  which  Is  contained  herein  and  with  which  every  official 
of  the  government  should  be  familiar. 

"Our  opinion  is  that  President  Harding  never  read  this  re- 
port. If  he  had,  we  can  not  believe  that  he  would  have  deliv- 
ered the  message  he  did.  It  is  more  likely  that  what  was  sub- 
mitted to  him  was  the  subsequent  confidential  argument  which 
Chairman  Lasker  stated  in  his  letter  to  Mr.  Davis  had  been  fur- 
nished to  the  President  and  which  was  so  fallacious  that  it 
was  attempted  to  keep  it  concealed  from  the  Democratic  mem- 
bers and  the  public. 

"You  mention  the  fact,  which  has  been  given  much  publicity 
in  the  press,  that  the  members  of  the  Shipping  Board— all  of 
whom  were  appointed  by  President  Harding— are  unanimously 
in  favor  of  the  proposed  subsidy  legislation.  In  your  letter  to  us 
you  state  that — 

Our  recommendation  to  the  President  contemplated  direct  aid 
only  in  the  event  the  indirect  aids  first  suggested  were  inadequate  to 
properly  develop  and  maintain  an  American  merchant  marine,  the 
direct  aid  itself  being  nonexistent  if  the  indirect  aid  sufficed,  and 
further  limited  as  to  profit  to  the  ship  only  up  to  an  adequate  return 
to  the  operator  on  his  investment.  This  assures  no  profiteering  and 
brings  into  being  direct  aid  only  when  it  becomes  a  final  essential  to 
maintain  American  flagships  on  the  high  seas. 

"And  yet  the  bills  introduced  by  the  chairmen  of  the  Senate 
and  House  committees  provide  unconditionally  and  unequiv- 
ocally for  both  direct  and  indirect  subsidies,  and  in  the  last 
paragraph  of  your  letter  to  us  you  ask  us  to  withhold  our 
judgment  until — 

full  opportunity  given  to  the  members  of  the  board  to  state  the 
reasons  guiding  their  action  in  unanimously  recommending  direct  and 
indirect  aid  to  American  shipping. 

"What  has  caused  you  to  undergo  a  change  of  mind  since 
you  made  your  recommendation  to  the  President? 

"Since  you  gentlemen  have  presumed  to  make  suggestions  to 
us,  we  shall  presume  to  respectfully  suggest  that  you  make  a 
real  independent  investigation  of  these  questions,  and  consider 
them  from  the  standpoint  and  interest  of  all  the  American  peo- 
ple, whom  you  and  we  are  supposed  to  represent,  and  not  merely 
from  the  viewpoint  of  private  ship  operators  and  builders  who 
are  so  assiduously  pressing  this  legislation." 

The  American  Merchant  Marine  Joint  Committee,  composed 
of  ship  owners,  builders  and  operators,  has  joined  the  National 
Merchant  Marine  Association  in  obtaining  support  for  the  ship 
subsidy  program.  In  a  statement  the  association  said  in  part: 

The  Middle  West  Merchant  Marine  Committee  has  also  taken  a 
strong  stand  in  favor  of  the  bill  and  has  recommended  to  the  Shipping 
Board  measures  calculated  to  aid  in  the  development  of  American 
shipping.  It  is  suggested  that  the  Shipping  Board  organization  in 
the  interior  should  be  expanded  and  that  branch  offices  should  be 
established  at  Chicago,  Cincinnati,  Minneapolis,  Kansas  City,  Mem- 
phis, Detroit  and  Pittsburgh,  In  addition  to  the  board's  headquarters 
at  St.  Louis.  It  is  urged  that  at  least  eight  expert  traffic  solicitors 
should  be  employed  at  once  and  that  an  immediate  effort  should  be 
made  to  enlist  the  active  support  of  the  representatives  of  railroads 
through  the  interior.  Active  co-operation  of  all  the  chambers  of  com- 
merce of  the  middle  west  should  be  secured,  it  is  added,  and  it  is 
urged  that  conferences  should  be  arranged  in  the  principal  industrial 
and  agricultural  centers,  to  which  would  come  men  in  authority  from 
the  ocean  transportation  companies  and  insurance  companies,  with 
representatives  of  the  railroads  and  the  Shipping  Board  participating, 
the  purpose  being  the  co-operation  of  all  interests  to  secure  a  greater 
use  of  American  shipping. 

The  joint  congressional  committee,  composed  of  members 
of  the  Senate  commerce  committee  and  of  the  House  committee 
on  merchant  marine  and  fisheries,  will  begin  hearings  on  the 
ship  subsidy  legislation  March  28,  it  was  announced,  March  16, 
by  Senator  Jones,  chairman  of  the  Senate  committee.  Repre- 
sentatives of  the  Shipping  Board  and  its  experts  will  be  heard 
first. 

The  House  ways  and  means  committee  may  hold  hearings  on 
those  provisions  in  the  Administration  subsidy  bill  relating  to 
the  creation  of  a  fund  to  aid  the  merchant  marine  by  taking 
10  per  cent  of  the  customs  duties  which  accrue  from  the  im- 
position of  tariff  rates.  The  provisions  in  the  bill  have  been 
called  to  the  attention  of  Chairman  Fordney,  of  the  ways  and 
means  committee,  by  Representative  William  S.  Greene,  chair- 
man of  the  House  committee  on  merchant  marine  and  fisheries. 

The  International  Seamen's  Union,  headed  by  Andrew 
Furuseth,  has  joined  the  American  Federation  of  Labor  in 
opposing  the  ship  subsidy  bills.  The  seamen  are  particularly 
opposed  to  the  provisions  which  would  put  seamen  in  the  naval 
reserve. 

The  joint  legislative  conference  of  the  American  Federation 
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of  Labor  has  voted  its  opposition  to  the  ship  subsidy  bills  intro- 
duced in  both  houses  of  Congress  which  have  the  support  of 
President  Harding.  Provisions  in  the  bills  relating  to  seamen 
being  made  of  a  naval  reserve  were  opposed  on  the  ground 
that  if  they  were  members  of  the  reserve,  the  seamen  might 
be  prevented  from  going  on  strike.  It  was  also  held  that  other 
provisions  of  the  bills  would  have  the  effect  of  nullifying  the 
provisions  of  the  LaFollette's  seamen's  act.  Samuel  Gompers, 
president  of  the  Federation,  has  begun  a  campaign  to  line  up 
labor  against  the  subsidy  bills. 

APPLICATION  OF  SECTION  28 

Tkt  Tngu   World  Wukington  B*rt»* 

Denial  by  the  Shipping  Board  of  an  opportunity  for  pro- 
testants  against  application  of  section  28,  of  the  merchant  marine 
act,  to  be  heard  further  before  the  board  has  resulted  in  appeals 
being  made  to  Senator  Capper,  of  Kansas,  and  Senator  Sheppard, 
of  Texas,  for  action  looking  to  repeal  of  the  section.  The  sena- 
tors requested  the  board  for  a  hearing  and  the  board  denied  the 
request.  Senators  Sheppard  and  Capper  are  planning,  therefore, 
to  introduce  a  bill  providing  for  the  repeal  of  the  section  and, 
thus,  they  will  get  a  hearing  before  the  Senate  commerce  com- 
mittee to  which  the  measure  will  be  referred.  The  Interstate 
Commerce  Commission,  in  Its  annual  report,  strongly  advised 
Congress  to  reconsider  section  28.  The  Shipping  Board,  how- 
ever, according  to  Chairman  Lasker,  proposes  to  enforce  the 
xection  as  it  stands. 

The  Calves  ton  Commercial  Association,  which  has  been  op- 
posed to  section  28  of  the  merchant  marine  act,  has  appealed  to 
Senator  Sheppard  of  Texas  to  have  the  section  repealed  by  an 
amendment  to  the  ship  subsidy  bill.  The  port  of  GaKeston  be- 
lieves that  application  of  the  section  would  be  highly  prejudicial 
to  It. 


FOREIGN  TRADE  ORDER 

Tkt  Tnfe   World    H'tikinflam  D*re,u 

In  foreign  trade  order  No.  2,  the  Commission  has  told  the 
railroads  at  what  stations  they  must  keep  on  file  Information 
relative  to  the  handling  of  export  shipments  by  carriers  by  water, 
and  from  which  the  railroads  will  issue  through  bills  of  lading 
to  foreign  destinations.  That  information  Is  required  by  section 
441  of  the  transportation  act.  which  is  section  26  of  the  inter- 
state commerce  law.  to  be  kept  at  stations  designated  by  the 
Commission.  The  order,  consisting  of  the  names  of  stations  on 
the  various  railroads  subject  to  the  Interstate  commerce  law 
Is  a  pamphlet  of  28  paces. 

To  illustrate  the  kind  of  Information  contained  therein  it 
may  be  said  that  the  Aberdeen  *  Rockflsh  is  required  to  keep 
the  information  at  Aberdeen.  Fayetterille.  and  Raeford.  N.  C.. 
while  the  Akron,  Canton  *  Youngstown  Is  required  to  keep  it 
at  Akron,  Ohio.  The  Ann  Arbor,  while  a  much  longer  railroad 
than  the  Aberdeen  *  Rockflsh.  Is  required  to  have  the  Informa- 
tion available  at  Alma.  Cadillac,  and  Mt.  Pleasant.  Mich 


MONEY  FOR  SHIPPING  BOARD 

Tkt  Tnft    WorU    Wukinale*  Bmrnm 

In  considering  the  conference  report  on  the  Independent 
offices  appropriation  bill,  carrying  a  direct  appropriation  of  $100.- 
459.000  for  the  Emergency  Fleet  Corporation  and  the  Shipping 
Board  for  the  fiscal  year  1»2S.  the  House  this  week  insisted  on 
Its  disagreements  as  to  permitting  the  board  to  make  expendi- 
tures up  to  $55.000.000  collected  up  to  July  1,  1923.  from  sales 
if  ships  and  other  assets,  and  also  as  to  limiting  salaries  to 
I2.-..000  and  the  number  of  employes  getting  In  excess  of  $11,000 
to  six  employes. 

As  the  bill  passed  the  House  it  eliminated  the  $55,000.000 
provision  and  Inserted  a  provision  providing  that  no  salary 
ahould  be  in  excess  of  $25.000  and  that  not  more  than  six  em- 
ployes should  get  In  excess  of  $11.000.  A.  D.  Lasker.  shalrman 
of  the  board,  had  asked  that  the  board  be  authorised  to  pay 
thirteen  employes,  seven  of  whom  would  be  attorneys  In  ex- 
ress  of  $11.000  a  year.  The  Senate  acquiesced  In  the  requests  of 
Mr.  Lasker  and  set  aside  the  House  provisions.  The  measure 
went  to  conference  and  was  reported  to  each  branch  of  Congress 
but  the  House  refused  to  back  down  on  Its  provisions. 

,Y,"l!  r£pe<?  t0  tbe  »66-000-000  »h«  Prevailing  sentiment  was 
that  If  tbe  board  needed  additional  money  It  should  ask  Congrww 
for  a  definite  appropriation. 

Representative  Mann  apparently  expressed  the  sentiments 
of  the  majority  of  the  House  relative  to  paying  large  salaries 
to  Shipping  Board  employes  when  he  said  he  thought  $25000 
was  a  "reasonably  high  salary  and  we  ought  not  to  pay  it  to. 
tfcs  U  Ited  8  8°I"rnn>ent  ""I*10?  ot»«r  «han  the  President  of 

"I  do  not  believe  we  ought  to  employ  a  great  number  of 

in  the  Shipping  Board  at  salaries  In  excess  of  $11  000 

he  continued.     "Six  thousand  dollars  In  enough.     Let 

us  Just  stick  to  the  amendment  we  put  In  In  the  House  when 


we  had  it  before  the  House  and  stand  pat,  if  gentlemen  know 
what  that  means." 

In  defense  of  the  present  board,  Representative  Wood  said 
no  doubt  'we  are  paying  a  great  many  salaries  that  should 
not  be  paid,"  but  he  argued  that  the  board  needed  efficient  men. 

"We  have  got  a  mess  here  that  we  would  all  like  to  be 
rid  of,  and  it  is  worth  as  much  as  anybody's  reputation  to  be 
connected  with,"  said  he.  "But  it  was  not  the  making  of  this 
present  administration.  This  thing  stunk  to  high  heaven  when 
the  present  administration  took  hold  of  it.  They  have  had  a 
reasonable  degree  of  success  in  bringing  some  order  out  of  the 
disorder  they  found." 

Representative  Byrns,  of  Tennessee,  discussing  the  awarding 
of  the  contract  for  the  reconditioning  of  the  Leviathan,  said 
the  contract  had  been  awarded  to  the  Newport  News  Shipbuild- 
ing £  Dry  Dock  Co.,  of  which  Homer  L.  Ferguson  was  presi- 
dent. Mr.  Byrns  said  Mr.  Ferguson  was  a  member  of  the  Claims 
Commission  of  the  Shipping  Board  at  a  salary  of  $11,000  a  year. 
Representative  Wood  said  Mr.  Ferguson  had  been  appointed  a 
member  of  the  Claims  Commission  by  the  President  but  that 
he  had  never  received  a  cent  of  salary  and  had  never  served 
as  a  member  of  the  board  because  his  company  had  a  claim 
against  the  board.  At  the  Claims  Commission  it  was  said  Mr. 
Ferguson  had  attended  only  the  organization  meeting  of  the 
commission  and  had  refused  to  accept  any  salary  and  had  never 
participated  in  any  of  its  deliberations. 

Because  of  the  House  refusing  to  accept  the  Senate  amend- 
ments, the  measure  was  sent  back  to  conference. 

f  APPLICATIONS    FOR    VESSELS 

Tkt  Tnfe   World    Washington  Bureau 

Operators  of  Shipping  Board  vessels  under  the  MO-4  man 
aging  agency  agreements  have  made  applications  to  the  board 
for  additional  vessels,  according  to  J.  Barstow  Smull,  vice- 
president  of  the  Emergency  Fleet  Corporation,  in  charge  of  char- 
ters and  allocations.  The  board,  however,  has  adopted  a  policy 
of  not  allocating  vessels  under  the  managing  agency  agreement 
unless  operators  can  show  that  no  loss  will  be  incurred  by  the 
board.  Mr.  Smull  said.  He  said  the  requests  for  more  vessels 
showed  an  improvement  in  ocean  freight  conditions. 

S.  ATLANTIC  PORTS  TRAFFIC  ASSOCIATION 
At  a  meeting  of  the  traffic  managers  and  business  interests 
of  the  south  Atlantic  ports — Charleston,  S.  C.,  Jacksonville,  Fla.. 
Savannah  and  Brunswick.  Ga..  and  Wilmington,  N.  C.— the 
Traffic  Association  of  the  South  Atlantic  Ports  was  organized. 
Geo.  H.  Baldwin,  vice-president  and  .general  manager  of  the 
Commodore's  Point  Terminal  Company  of  Jacksonville,  Fla.,  and 
chairman  of  the  Jacksonville  Traffic  Bureau,  was  made  chair- 
man of  this  association.  W.  D.  Nelson  was  made  secretary  and 
treasurer,  and  Chairman  of  the  Traffic  Committee.  Following 
is  the  membership  of  the  Association:  Jacksonville  Traffic 
Bureau.  Jacksonville,  Fla.,  Geo.  H.  Baldwin,  chairman;  W.  D. 
Nelson,  traffic  manager;  Charleston  Traffic  Bureau,  Charleston, 
H.  F.  Barkerdlng.  chairman;  Thos.  Burke,  commissioner; 
Brunswick  Traffic  Bureau,  Brunswick,  Ga..  G.  C.  Smith,  chair- 
man; L.  R.  Waters,  traffic  manager;  Savannah  Traffic  Bureau, 
Savannah,  Ga.,  Robert  W.  Groves,  chairman;  Thos.  E.  Grady, 
i raffle  manager.  E.  B.  Gaines,  assistant  traffic  manager.  Arthur 
L.  Cotton,  secretary;  Wilmington  Chamber  of  Commerce,  Wil- 
mington. N.  C.  The  Association  was  formed  primarily  for  lh< 
pun>o8e  of  handling  traffic  problems  that  affect  the  south  Atlantic 
ports. 


BIDS  FOR  SHIPPING  BOARD  VESSELS 
The  Shipping  Board  opened  bids  March  16  received  by  it  in 
response  to  Its  offering  for  sale  the  1.490  vessels  In  Its  fleet. 
Nothing  was  made  public  about  the  bids  by  the  board,  but  It  is 
iisxtrrstood  there  were  about  25  bidders  for  various  ships  In  the 
OMi.  The  names  of  the  bidders  and  the  amounts  bid  will  be 
announced  later,  the  board  said. 


MARINE  INSURANCE  RATING 

Tkt  Tnfe  World   Wojkingtoti  Bunt* 

W.  J.  Love,  vice-president  of  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation,  In  charge  of  traffic,  on  his 
return  to  Washington,  after  acting  successfully  in  New  York  as 
mediator  In  the  Continental  Conference  difficulties,  made  the  fol- 
lowing announcement: 

In  an  effort  to  bring  about  n  hotter  rating  on  Shipping  Board  vea- 
"•!«.  a  moat  conatructive  nun.  (IKK  been  nmde  by  the  nun  in.  •  cargo 
underwriter*.  At  the  ronrhmlon  of  a  meeting  held  l>y  them  In  New 
York  Mr.  Love  was  Informed  l,y  <  •hurley  I:.  Page,  manager  of  the 
Atlantic  marine  department.  Fireman's  Kund  InKiiranre  Company  of 
New  York,  that  "there  wan  n  very  re.«ini  -entative  uttenilance  of 
underwrite™  Interested  In  ocean  <  argo  Insurance,  and  that  the  meet- 
Ing  unanimously  approved  the  appointment  of  a  committee  to  carry 
mil  the  (uggeattons  which  hail  l>een  made  for  the  bringing  about  of  a 
id 


considered    rating  on   Shipping   Hoard    vessels.      I   feel  confident 
that  you  will  be  gratified  that   your  effortu   have  no  soon   borne  fruit. 
committee  appointed  consists  of  eighteen  men  who  represent 
the  great  group*  of  companies,   hoth  American   and  foreign.     A   nnm- 
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lj«-r  of  sub-committees,  probably  six  or  seven,  will  be  formed  for  the 
early  Investigation  and  consideration  of  the  various  lines  established 
by  your  board." 

All  we  ask  is  that  we  be  given  as  good  a  rating  as  our  com- 
petitors. The  action  of  the  underwriters  will  systematize  their  work 
as  it  has  never  been  done  before,  in  the  matter  of  marine  insurance 
on  government  ships.  The  work  of  the  underwriters'  committee  will 
be  started  at  once,  and  Mr.  Page  has  been  appointed  Its  chairman. 

Everything  has  been  satisfactorily  settled  in  the  continental  con- 
ference with  the  return  of  the  Harriman  lines  to  the  fold.  Similar 
difficulties  now  existing  in  the  gulf  conference  will  be  adjusted  at  a 
meeting  which  will  be  announced  at  an  early  date. 

LOADING  AT   NEW  YORK   PIERS 

An  appeal  to  the  Shipping  Board  to  issue  rules  and  regula- 
tions governing  the  loading  of  freight  at  steamship  piers  in  New 
York  will  be  made  shortly  by  the  Merchants'  Association  of  New 
York.  It  is  charged  that  practices  and  rates  charged  by  mem- 
bers of  the  Loaders'  Union  in  loading  incoming  shipments  from 
the  piers  to  trucks  are  unfair.  It  is  further  alleged  that  the 
unfon  members  intimate  operators  of  private  trucks,  and  that 
the  resulting  conditions  are  intolerable.  The  union  members 
charge  21/6  cents  per  hundred  pounds  and  sometimes  more, 
it  is  said,  for  their  services,  while  the  shippers  claim  a  rate  of 
2  cents  would  be  the  fair  charge. 


PORT  DIFFERENTIAL  ADJUSTMENT 
According  to  reports  from  Boston,  New  England  interests 
have  planned  to  hold  a  dinner  in  Washington  about  March  21 
at  which  a  campaign  against  the  port  differential  adjustment 
now  existing  will  be  laid  out.  It  is  intended  to  have  the  gov- 
ernor of  Massachusetts,  the  mayor  of  Boston,  and  the  Massachu- 
setts delegation  in  Congress  attend  the  dinner,  and  probably 
other  public  men  from  New  England.  The  New  England  plan- 
ners of  the  dinner  are  represented  as  hoping  also  to  obtain  the 
enlistment  of  New  York  interests  in  behalf  of  the  fight  to  break 
down  the  concession  rnf.es  granted  Philadelphia,  Baltimore  and 
Norfolk  when  the  rate  wars  on  that  question  were  brought  to 
an  end,  nearly  a  score  of  years  ago. 


"MAURETAN-IA"    NOW   AN    OIL-BURNER 

The  Cunard  Line  announces  that  the  "Mauretania,"  recon- 
ditioned as  an  oil-burner,  has  left  the  shipyard  at  Newcastle-on- 
Tyne  and  is  on  her  way  to  Southampton  to  prepare  for  the  first 
of  the  eleven  round  trips  she  will  make  before  the  snow  flies 
again.  The  "Mauretania"  still  holds  the  blue  ribbon  for  being 
the  fastest  ocean  liner.  Her  fastest  passage  was  made  in  4 
days,  10  hours  and  41  minutes,  her  average  speed  for  a  day 
being  26.6  knots  an  hgur. 


PACIFIC    MAIL    SERVICE    TO    PHILIPPINES 

The  traffic  department  of  the  Pacific  Mail  Steamship  Com- 
pany, New  York,  has  announced  the  inauguration  of  a  direct 
passenger  and  freight  service  between  San  Francisco  and  the 
Philippines  via  Honolulu.  The  "Creole  State"  will  sail  April  27 
and  the  "Wolverine  State"  May  25.  These  two  ships  will  provide 
a  sailing  from  San  Francisco  approximately  every  twenty-eight 
days  thereafter.  They  will  operate  a  twenty-four-day  service  to 
Manila,  including  a  stop  of  from  twelve  to  twenty-four  hours  at 
Honolulu.  Both  ships  are  of  the  522-foot  class  of  Shipping  Board 
liners,  having  luxurious  accommodations  for  a  limited  number 
of  passengers  and  unusual  facilities  for  the  stowage  and  han- 
dling of  freight.  Through  bills  of  lading  will  be  issued  on  ship- 
ments from  all  points,  the  shipper  having  the  option  of  rail  or 
water  route  to  San  Francisco.  In  the  latter  case  the  freight 
will  be  handled  from  Baltimore,  Norfolk,  or  New  York  by  Pa- 
cific Mail's  new  passenger  and  freight  service  through  the  canal 
to  Pacific  coast  ports. 


PROFITS  OF  BARGE  LINES 

The  Traffic   World   Washington  Bureau 

Representative  Anthony,  of  Kansas,  in  charge  of  the  army 
appropriation  bill  carrying  $27,635,260  for  rivers  and  harbors 
work,  declared  in  debate  in  the  House  this  week  that  the  Mis- 
sissippi barge  line  operated  by  the  government  was  now  being 
run  at  a  profit  and  that  the  Warrior  River  barge  line  was  being 
operated  at  a  loss.  He  said  the  latter  was  provided  for  in  the 
bill,  however,  "for  the  reason  it  should  be  on  a  paying  basis,  and 
would  be  on  a  paying  basis,  if  the  railroads  of  the  state  of 
Alabama  treated  the  government  barge  line  as  they  should." 

Mr.  Anthony  said  that  on  freight  from  New  Orleans  to  Bir- 
mingham practically  90  per  cent  of  the  haul  was  on  the  river 
and  about  10  per  cent  was  by  rail,  but  that  the  railroad  was  per- 
mitted to  demand  and  receive  about  85  per  cent  of  the  total 
freight  charge. 

"A  case  was  brought  by  the  government  two  years  ago  to 
remedy  that,  which  case  is  now  pending  before  the  Interstate 
Commerce  Commission,"  said  he. 

"How  are  you  going  to  get  away  from  that  proposition?" 
asked  Representative  Snell. 

Mr.  Anthony  replied  that  the  committee  had  inquired  about 
the  situation  from  the  War  Department  and  had  made  other  in- 
quiries with  the  result  that  it  was  learned  that  the  case  had 


been  continued  from  time  to  time  at  the  request  of  counsel  for 
the  War  Department.  He  remarked  that  "civilian  attorneys"  em- 
ployed by  the  War  Department  "were  evidently  more  interested 
in.  prolonging  the  litigation  than  in  bringing  it  to  a  showdown." 

"But  I  think,"  he  continued,  "that  both  the  War  Department 
and  the  Interstate  Commerce  Commission  are  open  to  censure 
for  failing  to  bring  to  a  decision  as  important  a  matter  as  that, 
and  I  believe  that  with  a  proper  pro-rating  of  rates  from  the  rail- 
roads the  Black  Warrior  line  might  pay." 

"Surely  the  gentleman  does  not  mean  to  say  that  the  In- 
terstate Commerce  Commission  is  subject  to  censure  for  not  act- 
ing on  a  case  that  is  not  brought  to  an  issue  before  it  by  the 
attorneys  in  the  case;  because  no  court  and  no  semi-judicial 
body  proceeds  to  inflict  hara-kiri  where  the  parties  agree  to  con- 
tinue the  case,"  remarked  Representative  Mann. 

"This  case  on  its  face  shows  an  injustice  and  a  wrong  on 
the  part  of  the  railroads,  and  the  Commission  ought  to  assume 
the  right  to  correct  a  wrong  of  that  kind,"  replied  Mr.  Anthony. 

Representative  Newton  developed  that  the  Commission  had 
assigned  a  special  examiner  to  the  case  who  had  recently  sub- 
mitted a  report  to  the  Commission. 

"Is  it  not  a  fact  that  the  original  rates  were  approved  by  the 
Commission — the  original  rates  fixed  by  the  railroad?"  he  asked. 

"I  think  that  is  also  true,"  said  Mr.  Anthony. 

In  response  to  a  question  by  Mr.  Snell,  Mr.  Anthony  said 
that  if  the  barge  lines  obtained  a  favorable  decision  in  the  pend- 
ing case  before  the  Commission,  they  would  be  self-sustaining. 


CALIFORNIA  ELECTRIC  FARES 

What  is  charged  to  be  an  attempt  to  mix  politics  with  rail- 
road regulation  is  being  discussed  in  California,  where  Gov- 
ernor William  D.  Stephens,  candidate  for  re-election,  recently 
took  the  state  commission  to  task  for  allowing  the  Pacific  Elec- 
tric Railway  Company,  an  interurban  line  in  the  southern  part 
of  the  state,  an  increase  in  passenger  fares.  The  Governor, 
after  a  ten  days'  stay  in  Los  Angeles,  wrote  to  the  state  com- 
missioners at  San  Francisco,  urging  a  reopening,  "not  merely 
to  a  rehearing,  but  that  it  should  be  gone  into  de  novo  and 
thrown  open  to  all  parties  interested  and  a  thorough  investiga- 
tion made  from  the  beginning,  and  from  every  angle,  and 
possibly  with  additional  experts  and  assistants,  in  order  that 
the  people  may  know  definitely  and  assuredly  what  is  right  and 
just." 

The  Governor  said  that  an  increase  in  rates  just  at  the 
time  when  a  reduction  was  expected,  "bewildered"  the  public, 
and  added: 

I  am  deeply  concerned  over  the  future  of  regulation  of  public 
utilities  in  this  state,  and  I  feel  that  you  gentlemen,  upon  whose 
course  so  largely  depends  the  future  of  regulation,  should  examine  and 
re-examine  and  then  examine  again,  the  allegations,  the  facts  and 
your  decisions,  to  be  sure  that  you  are  right  and  to  satisfy  the  people. 
And  then,  being  absolutely  certain  you  are  right,  to  see  to  it  that  the 
people  understand  thoroughly  and  clearly  the  grounds  for  your  action. 

The  letter  was  circulated  through  the  press  and  evoked  a 
reply  from  the  commission,  in  which  it  declined  to  do  what 
the  Governor  suggested.  In  this  reply  it  was  pointed  out  that 
the  commission  had  gone  into  the  matter  with  great  thorough- 
ness and  that,  in  fact,  the  increase  was  allowed  on  a  valuation 
made  by  the  commission  which  was  $20,000,000  less  than  that 
put  in  by  the  electric  line.  Touching  on  the  Governor's  warn- 
ing as  to  the  future  of  public  regulation  in  California,  the  com- 
mission, in  its  answer,  said: 

Far  exceeding  in  importance  any  question  involved  in  these  par- 
ticular cases,  your  letter  raises  the  fundamental  issue  of  regulation  as 
established  by  the  people  of  this  state.  The  success  of  this  system, 
as  you  point  out,  depends  on  public  confidence  and  understanding. 
But  it  equally  depends  on  full  freedom  under  the  law  to  do  exact 
justice,  uninfluenced  by  any  other  consideration  whatsoever. 


POMERENE  BILL  AMENDMENT 

The  committee  on  commerce,  trade  and  commercial  law  of 
the  American  Bar  Association  will  hold  a  public  meeting  in  the 
assembly  room  of  the  Merchants'  Association  of  New  York, 
March  29  to  March  31,  inclusive.  One  of  the  subjects  of  interes|r 
to  the  shipping  public  is  subject  XVII,  having  reference  to  strik- 
ing from  section  21  of  the  Pomerene  bill  (S.  2530),  at  page  7 
thereof,  lines  20  to  24,  as  follows: 

And  such  common  carrier  need  not  file,  publish  or  post  said 
charge  or  embody  same  in  any  tariff  or  any  publication,  and  such 
charge  shall  be  the  subject  of  a  private  agreement  between  the  ship- 
per and  the  common  carrier. 

This  subject  has  been  docketed  for  consideration  at  11 
o'clock  a.  m.  March  31. 


USE  OF  WOODEN  CARS 

Senator  Harris,  of  Georgia,  has  introduced  a  bill  (S.  3283) 
making  it  unlawful  for  a  common  carrier  to  use  a  car  con- 
structed of  wood  between  or  in  front  of  steel  cars  or  steel  under- 
frame  cars  in  any  train  used  in  whole  or  in  part  for  the  trans- 
portation of  passengers.  The  bill  provides  a  penalty  of  not  less 
than  $100  nor  more  than  $500  for  each  offense  and  $100  for 
each  day  of  the  continuance  of  such  offense. 
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The  several  horizontal  advances  in  the  general  level  of 
freight  rates  that  have  occurred  since  1914  emphasize  the  dif- 
ference between  the  principles  governing  rate-making  of  this 
character  and  the  making  or  revision  of  individual  rates  or 
rate  structures.  The  dominant  purpose  underlying  the  general 
rate  advances  was  the  revenue  needs  of  the  carriers.  The  trans- 
portation act  of  1920.  in  fact,  made  it  the  duty  of  the  Interstate 
rommerce  Commission  to  establish  rates  in  such  way  as  to 
yield  a  yearly  net  railway  operating  Income  equal  to  a  fair  re- 
turn —  5^  or  6  per  cent  for  the  first  two  years  —  on  the  aggre- 
gate value  of  the  transportation  property  of  all  the  railroads 
as  a  whole,  or  of  the  railroads  as  a  whole  in  each  of  such  rate 
groups  or  territories  as  the  Commission  might  from  time  to 
time  designate.  The  horizontal  increase  of  the  general  level 
of  rates  for  the  purpose  of  meeting  revenue  needs  does  not. 
however,  eliminate  the  necessity  of  adjusting  Individual  freight 
rates  and  rate  structures.  The  twenty-five  per  cent  rate  ad- 
vance enforced  by  the  Railroad  Administration  in  1918  was  fol- 
lowed by  thousands  of  individual  rate  adjustments,  because  a 
general  rate  advance  invariably  disrupts  many  established  rate 
structures  and  is  likely  to  result  in  individual  rates  which  in 
case  of  some  commodities  are  burdensome.  The  2p  to  40  per 
cent  general  rate  advance  of  1920  has,  likewise,  been  followed 
by  a  large  number  of  individual  rate  adjustments,  and  many 
others  are  still  under  consideration. 

Individual  rate  adjustments  are  not  determined  primarily 
by  the  revenue  needs  of  the  carrier*.  They  are  influenced  some- 
what by  various  rate  bases,  such  as  the  cost  of  the  railroad 
service  and  others  which  will  be  discussed  In  Lesson  No.  7,  but 
in  practice  the  competitive  influences  or  business  requirements 
confronting  the  railroad  rate-makers  have  always  been  of  domi- 
nant importance.  Individual  rate  adjustments  are  not  made  in 
accordance  with  any  scientific  system  or  formula.  Even  In 
those  states  where  intrastate  rates  are  made  In  accordance 
with  plans  enforced  by  state  commissions,  the  competitive  in- 
fluences encountered  are  concerned. 

The  rate  structures  of  today  developed  gradually  through- 
out the  course  of  many  years.  Changing  conditions  sometimes 
oblige  the  railway*  to  abandon  long-standing  rate  adjustments, 
but  It  is  equally  true  that  the  adjustments  that  developed  In  the 
past  are  considered  at  present  when  a  particular  freight  rate 
l»  changed  or  a  new  rate  Is  fixed.  The  stronger  the  competitive 
force*  Involved  the  greater  is  the  interdependence  of  existing 
freight  rates.  Pew  rates  are  fixed  without  reference  to  other 
rates,  because  a  rate  change  may  have  a  widespread  effect  on 
competitive  markets,  industries,  commodities,  or  carriers.  The 
Interstate  Commerce  Commission,  whose  judgment  regarding 
the  weight  that  should  be  attached  to  the  competitive  forces 
of  rate-making  frequently  differ*  from  that  of  the  railroad*,  Is, 
nevertheless,  constantly  comparing  one  rate  with  another. 


The  general  principle  that  the  railroad  rate-makers  follow 
'  more  largely  than  any  other  is  that  Individual  rate  adjustments 
are  made  In  accordance  with  "what  the  traffic  will  bear."  As 
applied  In  practice  this  principle  aim*  to  establish  rates  at  a 
level  that  will  move  existing  traffic  and  also  stimulate  the  de- 
velopment of  traffic  in  the  future.  A  rate  fixed  at  what  the  traffic 
will  bear  Is  not  the  highest  rate  that  might  be  charged:  there 
bare  been  many  instance*  in  recent  years  when  rates  have  been 
Increased  without  preventing  the  movement  of  traffic. 
«  **rt  ^*  ffe*ii^  r^i*nr<  ith  t 


of  fliing  rates  according  to  the  value  of  iffipln*"  •"  thfl  -hl": 
nt-r  tfce  two  principle  I  are  f|pt  inanH<-^[  Value  of  service  de- 
termines the  general  maximum  above  which  a  rate  may  not 
be  maintained  because  shippers  can  not  permanently  pay  more 
for  the  transportation  service  than  it  is  worth  to  them.  Rates 
fixed  at  what  the  traffic  will  bear  usually  are  below  this  maxi- 
mum level,  for  it  la  ordinarily  the  wish  of  the  carriers  that 
their  traffic  should  increase  In  volume.  As  actually  applied, 
the  principle  of  fixing  rate*  at  what  the  traffic  will  bear  In 
synonymous  with  the  previous  statement  that  rates  are  made 
largely  in  accordance  with  the  competitive  forces  that  are  con- 
stantly at  work. 

"f.    Inter-Railroad  Competition 

The  competitive  forces  Influencing  railroad  rates  take  vari- 
ous forms.  A  very  direct  kind  of  competition  Is  that  between 
the  railroads  themselves.  The  experience  gathered  from  their 
rate  war*  In  the  put  has  convinced  them  that  all  lines  provid- 
ing similar  freight  services  between  two  points  must  charge 
the  same  rates,  regardless  of  whether  the  cost  of  service  of 


some  lines  may  be  less  than  that  of  others.  If  one  line  reduces 
a  competitive  rate  the  others  must  do  likewise  or  suffer  a  re- 
duction in  traffic. 

Railroad  competition  is  not  a  past  issue  as  an  influence 
on  freight  rates.  Its  effect  has  been  less  general  since  many 
small  independent  lines  were  consolidated  into  larger  systems, 
and  competitive  rates  are  systematically  discussed  in  traffic  as- 
sociations, but  it  is  still  a  potent  rate  factor.  Reference  to 
Lesson  No.  1  will  show  that  consolidation  has  not  gone  so  far 
as  to  place  all  the  railways  of  any  large  territory  under  a  com- 
mon management,  and  control.  Traffic  associations  have  re- 
stricted the  intensity  of  railroad  competition  and  changed  its 
form,  but  they  have  not  entirely  eliminated  its  effect  on  rates. 
The  fact  that  all  the  lines  serving  a  given  point  frequently 
charge  the  same  rates  on  competitive  traffic  does  not  constitute 
evidence  that  railroad  rate  competition  has  been  completely 
suppressed.  Their  competition,  instead  of  manifesting  itself 
in  rate  wars,  now  takes  the  form  of  discussion  in  committee 
meetlngg,  where  the  interests  of  the  weaker  as  well  as  those  of 
the  stronger  lines  must  be  considered  when  the  change  of  a 
comntitlve  rate  is  contemplated.  Roundabout  or  long  routes 
In  some  cases  charge  so-called  "differential"  rates  that  are  lower 
than  the  rates  of  the  more  direct  routes  by  established  amounts 
so  that  all  may  compete  for  traffic. 

Unrestricted  rate  competition  has  been  displaced  by  a  meas- 
ure of  cooperation,  and  railroad  competition  as  a  whole  is  a 
weaker  rate  factor  than  In  the  past.  But  points  that  are  served 
liy  more  than  one  railroad  still  receive  "competitive"  rates  that 
In  many  Instances  are  relatively  lower  than  the  "non-competi- 
tive" rates  of  points  that  have  the  services  of  but  a  single  line. 

~1£,     Water  Competition 

Water  competition  constitutes  a  second  direct  competitive 
rate  factor.  Its  Influence,  too,  is  less  far-reaching  than  in  the 
early  years  of  railroad  operation,  because  some  of  it  has  been 
completely  suppressed  and  some  has  in  various  ways  been 
brought  under  the  control  of  the  railroads.  Some  of  the  car- 
riers operating  In  the  coastwise  and  Great  Lakes  trades  are 
directly  or  indirectly  owned  by  the  railroads.  Additional  con- 
trol over  water  competition,  moreover,  is  exercised  through 
the  ownership  or  lease  of  canals  that  formerly  were  competitive; 
the  ownership  or  control  of  canal  forwarding  companies;  and 
the  ownership  of  water  terminal  facilities  and  waterfrontage  at 
many  ports.  The  railroads  have,  at  times,  suppressed  water 
competition  by  temporarily  undercutting  rates;  by  manipulat- 
ing the  differentials  between  their  own  rates  and  those  via  water 
or  rail-water  routes;  by  refusing  to  act  a*  feeders,  to  make 
physical  connection  with  steamship  lines,  or  to  issue  through 
bills  of  lading;  and  by  organizing  traffic  associations  of  which 
steamship  a*  well  as  rail  lines  are  members.  In  many  instances 
the  railroads  also  have  the  advantage  of  more  rapid  delivery 
and  an  Improved  freight  service. 

The  traffic  on  many  of  the  Inland  waterways  of  the  Missis- 
sippi Valley  and  the  South  IB  smaller  than  before  the  advent 
of  the  railroads,  and  that  of  all  the  old  canals  excepting  the 
Chesapeake  and  Delaware  and  the  Great  Lakes  canals  has  de- 
clined rapidly.  Many  of  the  rivers,  however,  continue  to  carry 
a  certain  amount  of  freight,  and  the  possibility  of  transport- 
ing greater  volumes  Is  always  present  as  a  source  of  potential 
competition.  The  influence  of  river  transportation  on  the  rate 
structure  throughout  the  South,  for  example,  !*  not  confined 
to  amount  of  traffic  actually  handled  on  water  routes.  The 
amount  of  water-borne  traffic  handled  on  the  Great  Lakes  and 
on  the  coastwise  routes  of  the  Atlantic.  Gulf,  and  Pacific  sea- 
board*, moreover.  Is  large  and  has  gradually  grown  In  volume. 
Its  effect  on  railroad  rates  Is  far-reaching  for,  as  will  be  seen 
In  Lessons  20,  21.  24,  25,  and  26,  it  extends  far  Into  the  interior. 
Water  transportation  1*  especially  adapted  to  bulky  commodities, 
eiicn  as  coal,  iron  ore,  building  materials,  lumber  and  lumber 
products,  oil,  phosphate  rock  and  fertilizers,  and  bulky  farm 
products;  but  the  regular  steamship  lines  of  the  seaboards  and 
Great  Lake*  also  transport  miscellaneous  cargoes.  The  extent 
to  which  this  water  competition  ha*  Influenced  railroad  rates 
in  many  part*  of  the  country  becomes  especially  clear  from  a 
study  of  the  specific  rate  structure*  that  have  developed.  O.PS- 
sons  17  to  29.) 

The  influence  of  water  competition  on  railroad  rates  may 
be  somewhat  greater  In  the  future  than  It  Is  at  present.  Con- 
gress has  taken  action  to  reduce  the  control  of  water  competi- 
tion by  the  railroads.  The  Interstate  commerce  act  ha*  been 
amended  so  a*  to  prohibit  the  railroad  ownership  or  control  of 
competitive  carriers  by  water  unless  the  Interstate  Commerce 
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Commission  finds  that  in  particular  instances  it  does  not  reduce 
the  amount  of  water  competition  and  is  not  contrary  to  the 
public  welfare.  The  act  was  also  amended  so  as  to  exclude  from 
the  Panama  Canal  all  railroad-owned  vessels  that  are  or  might 
be  in  competition  with  the  controlling  railroads.  The  Com- 
mission has  received  power  to  order  the  making  of  physical  con- 
nections between  railroad  water  routes  and  to  make  through 
rates  in  case  traffic  is  handled  partly  by  rail  and  partly  by  water. 
To  restrict  the  temporary  undercutting  of  rates,  the  act  was 
amended  so  as  to  prohibit  the  advances  of  any  railroad  rates  that 
were  reduced  for  the  purpose  of  suppressing  water  competi- 
tion unless  the  Commission  finds  that  "such  proposed  increase 
rests  upon  changed  conditions  other  than  the  elimination  of 
water  competition."  The  Erie  Canal  has  been  enlarged  by  the 
state  of  New  York  at  a  cost  exceeding  $100,000,000;  Congress 
is  gradually  improving  a  number  of  inland  waterways;  the  Cape 
Cod  Canal  is  in  operation;  and  there  is  much  agitation  in  favor 
of  constructing  an  inland  route  along  the  Atlantic  seaboard  so 
as  to  facilitate  coastwise  barge  and  steamship  transportation  as 
well  as  for  naval  and  military  reasons.  The  effect  of  the  Panama 
Canal  on  transcontinental  railroad  rates  will  be  discussed  in 
Lesson  No.  26. 

ji_-  Commercial   or    Industrial    Competition 

Stronger  than  the  direct  competition  among  the  carriers 
is  the  indirect  competition  variously  known  as  "market,"  com- 
mercial," "industrial,"  or  "interregional"  competition.  It  is  the 
competition  that  permeates  industry  and  commerce;  and  it  has 
|  a  greater  effect  on  individual  railroad  rates  and  rate  structures 
\than  any  other  rate  factor.  Its  effect  is  enhanced  by  the  existence 
of  interrailroad  and  water  competition,  but  it  would  be  an  im- 
Iportant  rate  factor  even,  though  all  the  carriers  were  under  a 
Icommon  control. 

This  form  of  competition  may  be  illustrated  either  from 
the  standpoint  of  producers  or  markets.  The  lumber  produced 
in  the  South  competes  with  that  of  the  Great  Lakes  and  the 
Northwest  and  recently  also  with  the  lumber  of  the  Pacific  coast; 
the  cotton  goods  of  the'  southern  mills  compete  with  those  of 
New  England  and  the  Northern  textile  centers;  California 
oranges  with  oranges  produced  in  Florida.  There  are  few 
industries  that  are  confined  exclusively  to  a  single  producing 
district,  and  the  rates  from  the  various  districts  .to  the  great 
markets  are  so  arranged  that  each  district  may  market  its  prod- 
uct and  thus  maintain  or  increase  its  output. 

The  competition  between  markets  is  likewise  a  rate  force 
that  the  carriers  have  always  been  obliged  to  heed.  In  the 
central  western  grain  trade,  for  example,  there  are  many  "pri- 
mary grain  markets"— Chicago,  St.  Louis,  Kansas  City,  Minne- 
apolis, Duluth,  Milwaukee,  etc.— each  of  which  has  its  terminal 
elevators,  grain  exchange,  and  other  facilities,  and  desires  to 
handle  a  maximum  volume  of  grain.  The  cattle  trade  similarly 
has  its  list  of  "central  live  stock  markets";  the  cotton  trade 
its  thirty  or  more  "interior  points  of  concentration";  the  wool 
trade  its  "central  wool  markets";  the  jobbing  trades  their  com- 
petitive jobbing  centers.  The  long-standing  rivalry  among  the 
North  Atlantic  ports  for  the  traffic  of  the  interior  is  also  a 
typical  example  of  market  competition.  The  rates  to  and  from 
these  ports  are  fixed  in  accordance  with  "port  differentials," 
which,  as  will  be  fully  discussed  in  Lesson  No.  19,  establish  the 
rate  relationship  between  the  competitive  ports.  The  North 
Atlantic  ports  as  a  group,  moreover,  are  in  competition  with  the 
ports  of  the  Gulf  of  Mexico  as  a  group  for  the  traffic  of  the 
Central  West,  and  most  of  the  import  and  export  rates  in  effect 
at  the  latter  ports  are  established  by  applying  the  established 
differential  arrangements  described  in  Lessons  No.  28  and  29. 
Indeed,  the  rates  between  the  Central  West  and  New  York, 
Philadelphia,  or  Baltimore  are  the  basis  for  most  of  the  export 
and  import  rates  in  effect  at  the  eastern  Canadian  ports,  at  the 
South  Atlantic  ports,  at  the  Gulf  ports  and  at  the  ports  of 
the  Pacific  seaboard  from  San  Diego  to  Prince  Rupert,  inclusive. 
The  South  Atlantic  cotton  ports  compete  with  each  other  for 
the  cotton  traffic  of  the  eastern  cotton  belt,  while  he  Gulf  cot- 
ton ports  compete  for  the  cotton  of  the  Gulf  and  Texas  cotton 
districts;  and  the  South  Atlantic  ports  as  a  group  are  in  com- 
petition with  the  Gulf  cotton  ports  as  a  group  for  such  cot- 
ton as  may  be  shipped  wither  eastward  or  southward  in  order 
to  reach  its  foreign  or  New  England  markets. 

These  are  only  examples  of  the  market  or  industrial  compe- 
tition that  the  railroads  are  obliged  to  heed  in  the  making  of 
freight  rates.  It  exists  even  at  "non-competitive  points"  where 
a  producer  or  merchant  has  the  services  of  only  a  single  car- 
rier. Rates  must  be  established  so  as  to  enable  him  to  market 
his  wares  or  to  purchase  his  supplies  with  profit  or  otherwise 
he  will  not  be  able  to  do  business  in  competition  with  producers 
and  merchants  located  elsewhere. 

This  market  or  industrial  competition  and  the  direct  com- 
petition between  railroads,  and  of  railroads  with  carriers  by 
water,  and  to  some  extent  also,  locally,  w.ith  electric  freight 
lines  and  auto-trucks,  are  of  prime  importance  as  freight  rate 
factors.  It  is  because  of  them  that  many  rates  are  interde- 
pendent. The  change  of  an  unimportant  rate  may  necessitate 
the  modification  of  only  a  few  others,  but  the  readjustment  of 


the  rate  on  any  of  the  great  staples  of  commerce  to  or  from 
an  important  competitive  center  may  oblige  the  carriers,  whether 
they  wish  to  or  not,  to  readjust  correspondingly  many  other 
charges.  The  competitive  forces  of  rate-making,  however,  are 
not  all-inclusive.  They  depend  on  the  judgment  of  the  rate- 
makers.  It  is  largely  to  correct  errors  in  their  judgment  and, 
so  far  as  possible,  to  avoid  individual  instances  of  unfairness, 
that  public  supervision  over  individual  railroad  rates  has  been 
found  essential. 


TRANSIT   OF  GRAIN   AT   CHICAGO 

The  contention  of  the  respondents  in  I.  and  S.  1488,  non- 
application  of  transit  privileges  on  deficiencies  in  weight  of 
grain,  hearing  on  which  was  held  before  Examiner  John  T. 
Money,  in  Chicago,  March  10,  was  that  the  objectionable  rule 
had  for  its  object  the  clarifying  of  the  tariffs  and  would  in  no 
way  affect  either  the  present  practices  or  the  rates.  The  sus- 
pension was  made  on  the  protest  of  the  Chicago  Board  of  Trade, 
which  objected  to  the  addition  of  a  second  clause  to  rule  115  oC 
supplement  No.  8  to  Kelly's  I.  C.  C.  1014,  naming  rules  covering 
the  transit  of  grain  in  Central  Freight  Association  territory. 
The  added  section  read  as  follows: 

Deficiencies  in  weight  of  inbound  and  (or)  outbound  shipments  on 
account  of  tariff  minimum  are  not  entitled  to  transit  privileges  and 
would  be  subject  to  local  rates  to  and  (or)  from  transit  points. 

As  explained  by  J.  S.  Brown,  transportation  commissioner 
of  the  Chicago  board,  the  dispute  hinged  on  what  rate  to  apply 
to  the  "air  or  wind"  that  went  to  make  up  the  carload  minimum 
in  cases  where  shipments  in  and  out  bound  were  below  that 
weight.  Under  the  proposed  rule,  he  said,  that  difference  or 
deficiency  would  be  charged  the  full  local  rate  to  the  transit 
point  and  beyond,  and  so  cause  a  discrimination  against  the 
transit  point  because  on  through  shipments  deficiencies  were 
charged  for  only  at  the  through  commodity  rate.  To  illustrate 
this  he  submitted  examples,  a  typical  one  being  a  shipment  of 
of  wheat  from  Peoria,  111.,  transited  at  Chicago.  He  supposed 
this  shipment  to  be  75,000  pounds  moving  under  an  80,000-pound 
minimum.  The  charges  paid  on  such  a  shipment,  under  the 
proposed  rule,  would  be  the  proportional  of  11  cents  to  Chicago 
on  the  grain,  and  the  proportional  of  30  cents  beyond,  a  total 
of  $311.25.  On  the  deficiency,  he  said,  the  charge  would  be 
the  full  local  into  Chicago  and  the  full  local  beyond,  12.5  and  38 
cents,  respectively,  or  a  total  of  $25.25,  making  the  charge  on 
the  shipment  from  Peoria  to  New  York  $336.50.  A  through 
shipment  of  the  same  weight  and  moving  under  the  same  mini- 
mum from  Peoria  to  New  York,  would,  he  said,  be  assessed 
the  through  rate  of  41.5  cents  on  both  grain  and  deficiency, 
making  a  total  charge  of  $332,  an  advantage  of  $4.50  over  the 
tansited  grain. 

These  figures  were  not  allowed  to  go  unchallenged  by  H.  H. 
Bernstein,  assistant  manager  of  the  Central  Inspection'  & 
Weighing  Bureau,  in  charge  of  the  transit  department.  He 
pointed  out  that  under  the  transit  rules  in  C.  F.  A.  territory  the 
deficiency  in  the  car  could  be  made  up  at  Chicago  by  filling 
with  transit  grain  from  some  other  point  of  origin,  and  that 
it  might  even  be  possible  for  the  transited  grain,  under  those 
conditions,  to  enjoy  a  rate  advantage  over  that  not  transited. 

He  said  that  the  new  rule  was  merely  a  clarification  of  those 
in  effect  for  some  time  past  and  added  that  any  apprehension 
that  it  would  cause  a  change  in  the  present  method  of  handling 
grain  to  the  East  via  rail-and-lake,  on  which  traffic  deficiencies 
were  charged  for  at  through  proportional  rates,  was  not  well 
founded.  He  pointed  out  that  the  Commission  had  held  such 
traffic  to  be  purely  intrastate. 


VALUATION   CASE    DISMISSED 

The  Court  of  Appeals  of  the  District  of  Columbia  has  af- 
firmed the  Supreme  Court  of  the  District  in  finding  that  a  man- 
damus suit  brought  by  the  Western  Union  against  the  Interstate 
Commerce  Commission  was  prematurely  filed.  The  suit  was 
brought  to  test  the  validity  of  the  Commission's  ruling  in  the 
Texas  Midland  and  other  valuation  cases,  that  labor  donated  by 
railroads  for  construction  of  telegraph  lines,  under  contracts 
permitting  joint  use  of  the  lines  by  the  railroads,  on  certain  con- 
ditions and  on  certain  lengths  of  time,  should  be  allowed  for  in 
the  reproduction  cost  schedules  of  the  donating  railroad  instead 
of  the  telegraph  company.  The  suit  was  dismissed  in  the  Su- 
preme Court  as  premature  because  the  tentative  valuation  of  the 
Western  Union  has  not  been  served,  and  the  Court  of  Appeals 
affirmed  this  order  of  dismissal,  holding  that  the  telegraph  com- 
pany can  later  be  heard  in  its  own  valuation  proceeding. 


PETITION   FOR  REOPENING 

The  Southwestern  Interstate  Coal  Operators'  Association  and 
Oklahoma  Coal  Operators'  Association  have  petitioned  the  Com- 
mission to  vacate  its  order  in  I.  and  S.  1425,  reduced  rates  on 
coal  to  Kansas  City,  Mo.,  and  reopen  the  case  for  further  argu- 
ment. 
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Loss  and  Damage  Decisions 

Gates  Recently  Decided  by  State  and  Federal  Courts 

•  DifcMa  taken  from  Reporter*  and  Diceita  of  National  Reporter 

Syttem,  published  by  Wot  Publishing  Co..  St   Paul.  Minn 

Copyright  by  Wot  Publnhjng  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Measure   of    Damages   for   Failure   to    Deliver   Coal    to    Dealer    Is 

Value   at   Place   of   Delivery,    Less  Transportation   Charges: 

(Court   of  Appeals   of  Georgia,    Division   No.   1.)     "When   a 

common  carrier  fails  to  deliver  goods  according  to  the  terms  of 

the  contract,  the  measure  of  damages  Is  the  value  of  the  goods 

at  the  time  and  place  at  which  it  is  agreed  to  deliver  them,  less 

the  transportation   charges." — Central    of    Georgia   Ry.   Co.   vs. 

American  Coal  Co..  110  S.  E.  Rep.  320. 

Whether  Contract  Covering   Interstate   Shipment  Had   Been   Dis- 
charged  Is   Federal  Question;    Contract  of  Bill   of  Lading  of 
Interstate  Shipment  in   Force   Until  Actual    Delivery;    Under 
an    Interstate    Bill    of    Lading,   Carrier's    Liability   as   Ware- 
houseman   Is    for    Negligence    Only;     Under    Bill    of    Lading 
Limiting    Liability    to    That    of    Warehouseman,    Burden    on 
Plaintiff  to  Show  Loss  by  Fire  Was  Due  to  Negligence: 
(Court  of  Appeals  of  Georgia,    Division    No.   1.)     "Whether 
the  contract  based  on  a  bill  of  lading  of  an  Interstate  shipment 
issued  pursuant  to  the  act  to  regulate  commerce  baa  been  dis- 
charged Is  a  federal  question." — Southern  Railway  Cb.  vs.  Pres- 
cott,  240  U.  8.  632.  36  Sup.  Ct.  469.  60  L.  Ed.  836. 

(a)  "A  contract  of  a  bill  of  lading  of  an  Interstate  shipment 
is  still  in  force  until  actual  delivery  to  the  consignee." 

(b)  "Under  a  stipulation  in  a  bill  of  lading  of  an  interstate 
shipment  that  the  carrier  shall  be  liable,  as  warehouseman  only, 
for  goods  after  arrival  at  destination  and  not  removed  within 
the  specified  time,  the  carrier  In  liable  only  for  negligence:  and 
if  the  loss  admittedly  occurs  by  fire  the  burden  is  on  the  plaintiff 
to  prove  negligence,  notwithstanding  the  rule  may  be  different 
under  state  law." 

(c)  Under  the  facts  of  this  caae  the  court  erred  In  charging 
the  jury,  "the  provisions  of  the  statute  law  of  Georgia  to  the 

'  that  In  all  case*  of  bailment  after  proof  of  loos  the  burden 
of  proof  Is  on  the  bailee  to  show  proper  diligence."— Central  of 
Georgia  Ry.  Co.  vs.  Owens,  110  8.  E.  Rep.  339. 
Evidence  Held  Sufficient  to  Sustain  a  Judgment  Against  a  Carrier 

for  Non-delivery  of  Grain: 

(Supreme  Court  of  Kansas.)  The  evidence  considered,  and 
held  sufficient  to  sustain  a  judgment  holding  a  carrier  liable  for 
failure  to  deliver  at  destination  wheat  which  It  received  for 
transportation.— Pettlt  vs.  Director  General  of  Railroads  et  al . 
203  P.  Rep.  927. 

Reading  in  Evidence  of  Testimony  Given  in  Different  Case  Held 
Not  Prejudicial  Error  in  View  of  the  Circumstances: 
Assignments  of  error,  relating  to  reception  and  consideration 

of  evidence,  examined,  and  held  not  to  be  of  xuch  gravity  as 

to  compel  a  reversal  of  the  judgment.   -Ibid. 

Cases  Distinguished: 

The  case  of  Bennett   vs.   Dickinson.   106  Kan.  95.  186  Pac. 

1005.  distinguished.— Ibid 

Company   Not  Liable  for  Lo*s  During  Federal  Control: 

The  railroad  company  relieved  from  liability  for  loss  occa- 
sioned by  operation  of  Its  road  while  under  control  of  the  Di- 
rector-General.— Ibid. 

Owner  of  Road  Under  Federal  Control  Not  Suable  as  "Carrier." 
(District  Court  of  Appeal.  Second  District.  Div.  1,  California.) 
A  suit  for  loss  caused  by  a  "carrier"  under  federal  control,  under 
Act  Cong.  August.  1916.  and  executive  proclamation  (U.  S.  Comp. 
St..  sec.  1974a).  supplemented  by  Act  Cong.  March.  1918.  sec. 
10  (U.  8.  Comp.  St.  1918.  U.  8.  Comp.  St.  Ann.  Supp.  1919,  MO& 
S11HU).  and  General  Order  No.  50  of  the  Director-General  of 
Railroads,  must  be  against  the  Director-General,  and  the  owning 
company  Is  not  a  proper  party.— American  Fruit  Distributor*  of 
California,  vs.  Mines.  Director-General  of  Railroads,  et  al.,  203 
I'  itep.  821. 

In  General  the  Obligation  of  a  Carrier  of  Goods  Is  That  of  In- 
surer: 

In  general  the  obligation  assumed  by  a  common  carrier  of 
goods  is  that  of  an  Insurer,  except  that  the  carrier  Is  not  liable 
where  extraordinary  occurrence*  not  within  Its  control  produce 
damage. —Ibid. 

Carrier  May  Not  Contract  for  Relief  from  Ita  Own  Negligence: 
A   carrier  may   not   contract    to    free   itself  from   damages 
caused  by  Its  own  negligence.— Ibid. 

Initial  Interstate  Carrier  May  Contract  for  Exemption  from  Lia 
bility  Where  There  Is  No  Negligence: 

Though,  under  the  Carmack  amendment  of  1906  and  Cum- 
mins amendment  of  mis  (f.  S  Pomp.  St..  sec.  8604a),  a  carrier 
engaged  in  Interstate  commerce  is  liable  for  the  full  actual  loss, 
damage  or  Injury  to  such  property  caused  by  It  or  by  any  such 
common  carrier,  etc..  an  Initial  Interstate  carrier  may  by  contract 


relieve  itself  from  liability  for  damages  where  there  is  no  neg- 
ligence either  on  the  part  of  the  initial  or  connecting  carrier  — 
Ibid. 
Provision   in    Bill    of    Lading   Against     Liability    for    Loss    from 

Strikes  Held  Binding  on  Shipper: 

A  provision  in  a  bill  of  lading  that  the  carrier  should  not 
be  liable  for  loss  occurring  from  strikes  and  riots  is  binding  on 
the  shipper. — Ibid. 
Notwithstanding    Limitation,   Carrier    Is     Liable   for   Loss   from 

Strikes   Unless   It  Uses   Reasonable  Efforts  to  Procure   Men 

and  Avoid  Delay: 

Irrespective  of  a  provision  in  the  bill  of  lading  that  the 
carrier  should  not  be  liable  for  loss  occurring  from  strikes,  it 
is  liable  for  delay  on  account  of  a  strike  unless  it  uses  all  reason- 
able efforts  to  procure  men  to  run  the  trains  and  avoid  delay 
and  consequent  damage.— Ibid. 
To  Make  Prima  Facie  Case  Only  Delivery  to  Carrier  and  Failure 

to    Deliver  at    Destination    Must    Be   Shown,   and    Burden   of 

Showing    Exemption   from    Liability   Is  on   Carrier: 

Though  a  bill  of  lading  provided  the  carrier  should  not  be 
liable  for  loss  caused  by  strikes,  to  make  out  a  prima  facie  case 
the  shipper  is  only  required  to  show  delivery  to  the  carrier  and 
failure  to  deliver  at  destination,  and  the  burden  of  showing  the 
facts  necessary  to  exempt  It  from  liability  is  on  the  carrier. — Ibid. 
Where  Carrier  Uses  Every  Reasonable  Effort  to  Replace  Striking 

Workmen   It   Is  Not  Liable  for  Failure  to  Deliver: 

If  a  carrier,  after  a  strike  not  brought  about  through  its 
fault,  uses  every  reasonable  effort  to  fill  the  places  of  the  strikers, 
and  every  reasonable  effort  to  obtain  men  and  r^eans  to  care 
for  property  Intrusted  to  it  for  shipment,  which  property  is 
lost  or  destroyed  while  in  Ita  charge,  the  exceptional  conditions 
operate  as  a  release  of  the  carrier  from  liability  under  a  bill 
of  lading  exempting  It  from  liability  for  loss  caused  by  strikes. — 
Ibid. 

Evidence  Held  to  Sustain  Finding  Against  Carrier  Notwithstand- 
ing  Claimed    Exemption  from    Liability  for   Loss   by    Strike 

Pleaded  as  a   Defense: 

Kvldence  held  to  justify  a  finding  that  failure  to  transport 
and  deliver  or  preserve  a  shipment  while  awaiting  or  in  the 
course  of  transportation  was  caused  by  the  negligent  and  wrong- 
ful conduct  of  carrier's  servants  hi  abandoning  the  performance 
of  their  duties,  justifying  an  inference  of  negligence,  for  which 
It  would  be  liable  notwithstanding  a  contract  exempting  it  from 
loss  from  a  strike  pleaded  as  a  defense. — Ibid. 
Complaint  for  Conversion  Held  to  Require  Proof  of  Relation  of 

Carrier  of  Plaintiff's  Goods  at  Time  Thereof,  or  Contractual 

Liability  for  Loss  by  Other  Carriers: 

(Supreme  Court  of  California.)  Under  a  complaint  for  a 
conversion  by  a  carrier  while  goods  were  In  defendant's  pos- 
aesslon  as  a  carrier  between  the  point  of  shipment  and  the  point 
of  destination,  alleging  that  defendant  was  a  common  carrier, 
and  that  It  unlawfully  and  wrongfully  sold  goods  shipped  by 
plaintiff,  without  his  knowledge  or  consent,  plaintiff  cannot 
recover  except  on  proof  that  defendant  sustained  the  relation 
of  a  carrier  of  plaintiff's  goods  at  the  time  of  their  conversion,  or 
had  so  contracted  with  .plaintiff  as  to  be  liable  for  loss  by  any 
other  carrier  or  bailee.— McCaslIn  vs.  Southern  Pac.  Co.,  203  P. 
Rep.  712 
Carrier  Accepting  Goods  for  Transportation  Over  Its  Own  and 

Connecting    Lines  Not    Liable   by  Common    Law   Beyond    Its 

Own  Lines: 

A  carrier  accepting  goods  for  transportation  over  its  lines, 
and  thence  over  connecting  lines  to  destination,  incurs  no  liabil- 
ity by  common  law  beyond  Its  own  lines. — Ibid. 
Carmack  Amendment  Did   Not  Apply  to  Shipment  to  a   Foreign 

Country,  and  Neither  Does  Cummins  Act  if  Shipment  Made 

Before   Its   Enactment: 

The  Carmack  amendment,  making  Initial  carriers  liable  for 
loss  caused  by  them  or  any  connecting  carrier,  did  not  apply  to 
a  ahipment  to  a  foreign  country,  and  the  Cummins  act,  extend- 
ing the  liability,  does  not  apply  to  such  a  shipment  before  its 
enactment. — Ibid. 

Initial  Carrier  Limiting  Liability  to  Its  Own  Line  Held  Not  Liable 

for  Conversion  by  Connecting  Carrier: 

Where  the  bill  of  lading  Issued  by  an  initial  carrier  expressly 
limits  liability  to  Its  own  line,  no  recovery  can  be  had  against  it 
for  conversion  by  a  connecting  carrier. — Ibid. 
Shipper  Held  Not  Entitled  to  Recover  for  Negligence  in  Action 

Based  on  Wrongful  Conversion: 

In  an  action  against  an  Initial  carrier  for  conversion  by  a 
connecting  carrier  In  selling  the  shipment  for  transportation 
charges  on  refusal  thereof  by  consignee,  the  shipper  cannot  re- 
cover for  negligence  In  falling  to  notify  the  connecting  carrier 
that  it  held,  as  alleged  In  the  complaint,  an  Indemnity  bond  for 
payment  of  the  freight,  and  that  plaintiff  was  arranging  to  sell 
the  goods  to  others,  the  allegation  as  to  the  bond  being  necessary 
10  show  that  the  sale  by  the  carrier  was  wrongful. — Ibid. 
Taxicab  Company  Held  Not  Liable  as  a  Common  Carrier  for 

Los*  of  Hand  Baggage: 

(Supreme  Court,  Appellate  Division,  First  Department.)  In 
the  absence  of  any  statute  or  ordinance  requiring  a  license  for 
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persons  furnishing  automobiles  and  chauffeurs  for  hire,  persons 
hiring  a  car  and  chauffeur  from  a  company  which  did  not  solicit 
business  on  the  streets  or  other  public  places,  could  not  recover 
for  the  loss  of  hand  baggage  intrusted  to  the  chauffeur  while 
they  were  at  luncheon,  on  the  theory  that  defendant  was  a 
common  carrier,  it  being  under  no  obligation  and  not  holding 
itself  out  as  being  ready  and  willing  to  furnish  such  services 
to  the  public  at  fixed  charges. — Tracy  vs.  Grand  Concourse  Serv- 
ice Co.,  Inc.,  192  N.  Y.  Supp.  88. 

Taxicab  Company  Held  Liable  as  Bailee  for  Loss  of  Hand  Bag- 
gage Intrusted  to  Chauffeur: 

A  company  furnishing  automobiles  and  chauffeurs  for  hire 
held  liable  as  bailee  for  the  loss  of  hand  baggage  Intrusted  to  a 
chauffeur  by  a  couple  while  at  luncheon,  it  being  within  the 
implied  terms  of  the  contract.— Ibid. 
Complaint  Held  Sufficient  to  Sustain   Recovery  Against  Taxicab 

Company  as  Common   Carrier  or    Bailee  for   Loss  of  Hand 

Baggage: 

In  an  action  against  a  company  furnishing  automobiles  and 
chauffeurs  for  hire  for  loss  of  hand  baggage  intrusted  to  a 
chauffeur  temporarily,  a  complaint  alleging  that  defendant  was  a 
common  carrier,  that  plaintiff  as  a  passenger  in  one  of  its  auto- 
mobiles delivered  the  baggage  to  its  chauffeur  for  safekeeping 
during  the  journey,  and  that  it  failed  and  refused  on  demand  to 
redeliver  the  same  to  plaintiff,  held  sufficient  to  sustain  a  re- 
covery against  defendant  either  as  a  common  carrier  or  bailee. 
—Ibid. 
Where  Bride's  Father  Ordered  Automobile  for  Wedding  Party, 

Defense  of  No  Privity  of  Contract  Held  Unavailable: 

Where  bride's  father  ordered  from  a  company  furnishing 
automobiles  a  limousine  for  the  bridal  party,  the  company  could 
not  defend  an  action  by  the  bridal  couple  for  the  loss  of  hand 
baggage  intrusted  to  its  chauffeur  on  the  ground  that  there  was 
no  privity  of  contract  between  such  couple  and  defendant,  the 
bride's  father  having  acted  for  them. — Ibid. 
On  Demurrer  for  Misjoinder  of  Plaintiff's,  the  Question  to  Be 

Determined    Is   Whether   Either  or   Both    Have   a    Remedial 

Interest  in  the  Cause  of  Action  Asserted: 

(District  Court,  E.  D.,  Pennsylvania.)  On  demurrer  for  mis- 
joinder  of  plaintiffs,  the  question  to  be  determined  is  whether 
either  or  both  plaintiffs  have  a  remedial  interest  in  the  cause 
of  action  asserted.— Philadelphia  &  R.  Ry.  Co.  et  al.  vs.  Laurel 
Coal  Mining.  Co.,  276  F.  Rep.  1019. 

Federal  Agent  Proper  Party  to  Sue  on  Claim  Accruing  to  Gov- 
ernment During  Federal  Control: 

The  effect  «f  federal  control  act,  sec.  1,  12  (Comp.  St.  1918, 
Comp.  St.  Ann.  Supp.  1919,  sec.  3115%a,  3115%!),  was  to  vest  the 
railway  operating  income  during  federal  control  in  the  United 
States,  so  that  in  suit  on  a  claim  accruing  in  the  United  States 
during  such  control,  the  Director-General,  appointed  under  trans- 
portation act  1920,  sec.  211,  is  the  proper  party  plaintiff,  and 
the  carrier,  having  no  remedial  interest,  is  improperly  joined  as 
a  plaintiff. — Ibid. 
Petition  in  Action  for  Error  in  Transmission  Held  Demurrable: 

(Court  of  Appeals  of  Geprgia,  Division  No.  1.)  The  petition 
was  subject  to  the  general  demurrer  and  the  first  four  grounds  of 
special  demurrer  interposed,  and  the  court  did  not  err  in  so 
holding  and  in  dismissing  the  case.  See,  in  this  connection, 
Western  Union  Tel.  Co.  vs.  Petteway,  21  Ga.  App.  725,  726,  94 
S.  E.  1032,  and  citations;  Western  Union  Tel.  Co.  vs.  Waxel- 
baum,  113  Ga.  1017,  39  S.  E.  443,  56  L.  R.  A.  741;  Primrose  vs. 
Western  Union  Tel.  Co.,  154  U.  S.  1,  14  Sup.  Ct.  1098,  38  L.  Ed. 
883;  Gardner  vs.  Western  Union  Tel.  Co.,  231  Fed.  405,  145  C.  C. 
A.  399;  Western  Union  Tel.  Co.  vs.  Esteve,  255  U.  S.  ...  41 
Sup.  Ct.  584,  65  L.  Ed.  . . ;  Postal  Telegraph-Cable  Co.  vs.  War- 
ren-Godwin Lumber  Co.  251  U.  S.  27,  40  Sup.  Ct.  69,  64  L.  Ed. 
118. — (Maggioni  et  al.  vs.  Postal  Telegraph-Cable  Co.,  110  S.  E. 
Rep.  309.) 
Claim  of  Error  in  Not  Allowing  Time  to  Amend  Not  Considered 

When  Time   Not  Requested  or  Error  Assigned  on   Refusal; 

Ground  of  Special    Demurrer  Held   Not  Sufficiently  Specific 

Error  in  Sustaining  One  Ground  of  Demurrer  Not  Material 

Where  Petition  Subject  to  Other  Grounds: 

The  first  four  grounds  of  special  demurrer  were  properly 
sustained,  and  the  plaintiffs  made  no  effort  to  amend  the  petition 
to  meet  these  grounds,  nor  did  they  request  time  to  amend. 
Furthermore,  the  bill  of  exceptions  contains  no  assignment  of 
error  upon  the  failure  to  allow  time  for  such  amendments.  Un- 
der these  circumstances  the  point  made  in  the  brief  of  counsel 
for  the  plaintiffs  In  error  that  the  judge  erred  in  not  allowing 
time  in  which  to  amend  the  petition  will  not  be  considered. 
See,  in  this  connection,  RIpley  vs.  Eady,  106  Ga.  422  (2),  32 
S  E  343;  Dixon  vs.  Mayor,  etc.,  of  Savannah,  20  Ga.  App.  523, 
524,  93  S.  E.  274. 

(a)  The  last  ground  of  special  demurrer  (paragraph  6)  was 
not  sufficiently  specific,  and  the  court  erred  In  sustaining  it. 
However,  under  the  facts  of  the  case,  this  error  was  not  material 
and  does  not  require  a  reversal  of  the  judgment  dismissing  the 
petition. — Ibid. 
Nominal  Damages  Not  Recoverable  in  Suit  for  Special  Damages: 

The  plaintiff  sued  for  special  damages  only,  and  therefore 


was  not  entitled  to  recover  nominal  damages,  nor  was  the  cost 
of  the  telegram  (which  the  petition  shows  was  paid  by  the  sender 
and  not  by  the  plaintiff)  included  in  the  items  of  special  dam- 
ages sued  for. — Ibid. 

Congressional  Grant  of  Right  to  Construct  Inapplicable  to  Com- 
bined Telegraph  and  Telephone  Line: 

(District  Court,  D.,  Oregon.)  Comp.  St.,  sec.  10072,  author- 
izing any  telegraph  company  to  construct,  maintain  and  operate 
telegraph  lines  along  any  of  the  post  roads  of  the  United  States, 
gives  no  authority  to  construct  telegraph  and  telephone  lines 
in  combination.— Postal  Telegraph  Co.  vs.  State  Highway  Com- 
mission et  al.,  276  F.  Rep.  958. 
Authorized  to  Construct  Lines  Under  State  Laws,  Subject  to 

Supervision  of  Highway  Commission: 

Under  Ore.  L.,  sec.  6005,  Laws  Ore.  1917,  c.  237,  Laws  Ore. 
1917,  c.  295,  sec.  2,  and  Laws  Ore.  1917,  c.  299,  sec.  3,  a  tele- 
graph company  has  a  right  to  construct  and  maintain  combined 
telegraph  and  telephone  lines  on  state  highways;  but  such  right 
is  subservient  to  a  reasonable  supervisory  power  of  the  state 
highway  commission  as  to  the  mode,  manner,  and  locality  of 
construction  and  maintenance. — Ibid. 
Statutes  of  Oregon  Contemplate  Two  Kinds  of  Roads: 

Ore.  L.,  sec.  6005,  Laws  Ore.  1917,  c.  237,  Laws  Ore.  1917,  c. 
295,  sec.  2,  and  Laws  Ore.  1917,  c.  299,  sec.  3,  provide  for  two 
characters  of  public  roads,  one  being  state  highways,  and  the 
other  county  roads. — Ibid. 
County  Courts  Without  Authority  Over  State  Highways: 

Under  Laws  Ore.  1917,  c.  237,  providing  for  a  system  of 
state  highways,  and  in  view- of  article  2,  sec.  9,  as  amended  by 
Laws  1919.  c.  182,  the  county  court  is  without  jurisdiction,  power 
or  authority  to  regulate,  control,  or  designate  the  location  of 
service  utilities  on  state  highways,  and  whatever  authority  it 
formerly  possessed  in  that  particular,  if  any,  is  now  vested  in 
the  state  highway  commission. — Ibid. 
Commission  Cannot  Arbitrarily  Deny  Use  of  State  Highways: 

ways: 

The  power  and  authority  of  the  state  highway  commission 
to  superintend,  construct,  and  maintain  the  state  highways  in- 
cludes the  authority  to  preserve  from  destruction  or  deteriora- 
tion, and  the  authority  also  to  forestall  and  prevent  encroach- 
ment that  would  prove  deleterious  to  the  highways,  or  detrimental 
to  the  use  thereof  by  the  general  public. 
Commission  Cannot  Arbitrary  Deny  Use  of  State  Highways: 

As  Ore.  L.,  sec.  6005,  grants  public  service  corporations  the 
right  to  construct  and  operate  telegraph  and  telephone  com- 
panies along  the  public  roads  of  the  state,  the  state  highway 
commission  cannot  so  exercise  its  authority  over  state  highways 
as  to  deny  such  privilege  arbitrarily,  but  must  exercise  its  judg- 
ment on  the  suitableness,  safety,  etc.,  of  the  places,  poles, 
and  wires  by  the  criteria  that  would  be  applied  by  all  persons 
skilled  in  such  affairs,  who  would  seek  to  reconcile  the  welfare 
of  the  public  with  the  installment  of  the  plant. — Ibid. 
Refusal  to  Allow  Construction  Injuring  Scenic  Beauty  of  High- 
way Not  Arbitrary: 

Where  a  state  highway  possessing  scenic  perspective  had 
been  constructed  at  great  expense,  the  refusal  of  the  state  high- 
way commission  to  permit  the  construction  of  a  telegraph  and 
telephone  line  on  a  side  of  the  highway,  where  in  its  opinion,  the 
scenic  beauty  would  be  marred,  was  not  arbitrary,  though  con- 
struction of  the  line  on  the  other  side  of  the  road  would  be  more 
expensive. — Ibid. 
Evidence  Held  to  Show  Highway  Commission's  Requirement  as 

to  Construction  Not  Unreasonable: 

Evidence  as  to  the  practicability  of  constructing  a  telegraph 
and  telephone  line  on  a  state  highway  on  the  poles  of  an  existing 
line  held  to  show  that  the  refusal  of  the  state  highway  commis- 
sion to  permit  its  construction  on  the  other  side  of  the  road, 
where  it  was  claimed  it  would  mar  the  scenic  beauty,  was  not 
unreasonable. — Ibid. 
Findings  of  Public  Service  Commission  Not  Binding  on  Highway 

Commission: 

The  finding  of  the  Oregon  Public  Service  Commission,  in  an 
investigation  made  at  the  request  of  the  state  highway  com- 
mission, that  it  was  impracticable  and  unreasonable  to  require 
a  telegraph  and  telephone  line  to  be  constructed  on  the  poles 
of  an  existing  line,  held  not  res  judicata,  but  merely  advisory 
to  the  highway  commission. — Ibid. 

DELAY   IN   TRANSPORTATION    OR   DELIVERY 
Objection  That  Plaintiff  Was  Not  Real  Party  in  Interest  Must  Be 

Raised  Below: 

(Appellate  Court  of  Indiana,  Division  No.  2.)     The  objection 
that  the  evidence  does  not  show  plaintiff  was  the  real  party  in 
interest  is  waived  by  failure  to  raise  it  in  the  trial  court. — Wells 
Fargo  &  Co.  Express  vs.  Allbright,  133  N.  E.  Rep.  753. 
Evidence  as  to  Average  Time  for  Shipment  Should  Relate  to  the 

Year  in  Which  It  Was  Made: 

In  an  action  for  damages  caused  by  delay  in  express  ship- 
ments, it  was  error  to  permit  plaintiff  to  testify  as  to  the  average 
time  for  such  shipments  at  the  time  of  the  trial  in  1920,  where 
the  shipment  in  controversy  was  made  in  1917. — Ibid. 
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Court  Take*  Judicial   Knowledge  of  War  and   Interference  with 

Railway  Traffic: 

The  court  takes  judicial  knowledge  of  the  fact  that  the  war 
with  Germany  was  in   progress  in  December,  1917,  when   the 
shipments  in  controversy  were  made,  and  of  the  interference 
of  the  war  with  railway  traffic. — Ibid. 
Second   Deposition  of  Same  Witness  Cannot  Be  Taken  Without 

Court  Order: 

A  second  deposition  of  the  same  witness  cannot  be  taken 
without  leave  of  the  court  while  the  first  is  on  file  and  in  full 
force  and  effect.— Ibid. 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  1»  the  topical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rate*  for 
classified  advertisement*  are  as  follow*:  First  Insertion,  $1.00  per  line, 
minimum  charge  $3.00:  succeeding  Insertions,  per  line.  50c:  10  words  to 
the  line;  numbers  and  abbreviations  counted  as  words:  6  point  type: 
payable  In  advance.  Answers  to  keyed  advertisements  forwarded  fr«e 
and  all  correspondence  held  In  strict  confidence.  THE  TRAFFIC 
WORLD.  <1S  South  Market  Street.  Chicago.  111. 

WANTED — Rate  Clerk  for  Industrial  traffic  department  In  north- 
ern city.  State  experience  and  salary  expected.  Address  U  O.  O.  431, 
Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  Manager,  young  man.  thoroughly 
reliable,  able  to  organize  and  direct  department,  eight  years'  railroad 
experience.  LaSaOe  graduate,  now  employed  by  trunk  line:  desire  op- 
portunity to  prove  ability:  prefereahly  Industrial:  trunk  line  territory. 
Address  "H.  P.  F.."  Traffic  World.  Chicago. 

FOR  SALE— Several  cars  No.  1  oak  railroad  cross  ties,  switch  tim- 
bers and  bridge  and  crossing  plank.  U.  E.  Pearson.  P.  O.  Box  315. 
South  Hend.  Ind. 
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REGULATION    OF    COMMON    CARRIERS 

Governed  by  Statute: 

(Supreme  Judicial  Court  of  Maine.)  All  ferries  in  Maine 
are  governed  by  statute,  general  or  special,  and  not  by  common 
law. — People's  Ferry  Co.  vs.  Casco  Bay  Lines,  115  A.  Rep.  815. 
County  Commissioners  Only  Prohibited  from  Establishing  a 

Competing   Ferry: 

In  view  of  the  origin  and  history  of  Rev.  St.,  c.  27,  sec.  5, 
establishment   only   by   comnty   commissioners,   and   not   by   the 
legislature,   of  a  ferry  competing  with  one  established  by   the 
legislature,  is  prohibited. — Ibid. 
Effect  Not  Changed  by  Mere  Change  in  Phraseology  In  a  General 

Revision: 

A  change  In  phaseology  In  the  revision  of  a  statute  in  a  gen- 
eral revision  does  not  change  Its  effect,  unless  there  is  an  evident 
legislative  intent  to  work  such  change. — Ibid. 
Remedy  Against  Unauthorized  Competition  Given  Only  to  Ferries 

Authorized  and  Licensed  by  County  Commissioners: 

It  is  only  to  a  ferry  established  and  licensed  by  county  com- 
missioners that  Rev.  St.  c.  27,  sec.  4,  gives  remedy  against  un- 
authoYized  competition. — Ibid. 
Company    Protected     in     Making    Landing    by    Assigned    Vested 

Rights  of  Other  Company: 

Existing  vested  rights  of  another  transportation  company  to 
make  landing,  protected  by  exception  by  Priv.  &  Sp.  Laws  1919, 
c.  94,  sec.  10.  amending  plaintiff  ferry  company's  charter,  by 
providing  that  no  other  ferry  or  boat  line  operating  between 
Portland  and  Peak's  Island  shall  land  at  a  certain  place  on  the 
Island,  without  consent  of  the  Public  Utilities  Commission,  being 
afterwards  assigned  to  defendant  transportation  company  by 
receiver*  of  such  other  company  under  order  of  court,  protect 
it  In  making  such  landing. — Ibid. 
Order  of  Public  Utilities  Commission  Requiring  Railroads  to 

Furnish  Switching  Services  at  Non-Discriminatory  Rate  Not 

Interference  with  "Interstate  Commerce:" 

(Supreme  Court  of  Illinois.)  In  proceedings  by  mining  com- 
pany to  require  railroads  to  establish  a  reasonable  and  non- 
discriminatory  rate  from  certain  potat  to  other  points  in  Hit- 
state,  over  the  line  of  specified  railroad,  order  of  commission 
requiring  one  of  the  other  defendant  railroads  to  furnish  the 
company  switching  services  in  switching  district  on  the  same 
terms  as  furnished  to  other  mining  companies  In  such  district 
was  not  Invalid  as  an  interference  with  interstate  commerce, 
though  the  shipment  of  coal  to  a  certain  point  In  the  state  would 
require  it  to  pass  through  another  state,  the  order  having  ref- 
erence only  to  coal  to  be  transported  to  points  in  the  state  on 
the  other  line  referred  to  In  the  complaint  which  did  not  pass 
through  such  other  state. — Public  Utilities  Commission  ex  rel. 
Hlllsboro  Coal  Co.  vs.  Cleveland,  C.  C.  &  St.  U  Ry.  Co.,  133  N.  E. 
Rep.  722. 

Order  Requiring  Switching  Services  Held   Not  to  Require  Rail- 
road   to    Give    the    Use    of   Terminal    Facilities    to    Another 

Railroad: 

Order  of  Public  Utilities  Commission  requiring  one  railroad 
to  furnish  switching  service  to  mining  company  in  switching  dis- 
trict with  respect  to  coal  to  be  shipped  to  other  points  in  the 
state  over  line  of  other  railroad  held  not  to  violate  public  utilities 
act,  art.  4,  sec,  44,  by  requiring  one  railroad  to  give  the  use  of  its 
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terminal  facilities  to  another  carrier  engaged  In  like  business. — 
Ibid. 

Railroads  Furnishing  Switching  Facilities  to  Shippers  Could  Not 
Complain  That  Order  Requiring  It  to  Furnish  Similar  Serv- 
ices to  Others  Violated  Public  Utilities  Act: 
A  railroad  which  furnished  shipping  facilities  to  some  ship- 
pers in  switching  district  could  not  complain  of  order  of  Public 
Utilities  Commission  requiring  it  to  furnish  like  facilities  with 
respect  to  coal  to  be  transported  to  other  section  of  the  state 
over  line  of  other  railroad  for  company  against  which  it  had  dis- 
criminated, on  the  ground  that  the  order  violated  public  utilities 
act,  art.  4,  sec.  44,  by  requiring  the  railroad  to  give  the  use  of  its 
terminal  to  another  carrier  engaged  in  like  business. — Ibid. 
Contract  to  Give  Station  Agent  Pass  As  Compensation  for  Serv- 
ices Held  Void: 

Appellate  Court  of  Indiana,  Division  No.  2.  Railroad's  con- 
tract to  give  station  agent  an  annual  pass  for  services  held  void, 
being  violative  of  U.  S.  Comp.  St.  Sec.  8563  et  seq.,  if  railroad 
was  engaged  in  intrastate  commerce,  and  of  Burns'  Ann.  St.  1914, 
Sec.  5544,  if  engaged  in  intrastate  commerce,. — Payne  Director- 
General  of  Railroad,  vs.  Elliott,  133  N.  E.  Rep.  751. 
Railroad  Liable  for  Reasonable  Value  of  Services  Accepted: 

Where  station  agent,  who  had  been  acting  as  such  for  rail- 
road under  contract  requiring  railroad  to  give  him  annual  pass 
as  compensation  for  such  services,  continued  to  perform  services 
on  railroad's  failure  to  issue  the  pass  because  of  laws  prohibiting 
such  issuance,  and  where  railroad  continued  to  accept  such  serv- 
ices, it  became  liable  to  agent  for  the  reasonable  value  of  the 
services. — Ibid. 


Ford  Company,  vice-president;  C.  A.  Moore,  general  agent,  A.  T. 
&  S.  F.  Ry.,  secretary  and  treasurer.  A  board  of  governors  was 
elected  as  follows:  W.  I.  Laird,  A.  G.  F.  A.,  C.  G.  W.  R.  R., 
chairman;  S.  W.  Leigh,  traffic  manager,  Des  Moines  Hosiery 
.Mills;  C.  C.  Gardiner,  G.  A.  P.  D.,  Rock  Island  Lines,  and  C.  L. 
Wright,  traffic  manager,  C.  C.  Taft  Co. 


DOINGS   OF  THE  TRAFFIC  CLUBS 

Ben  E.  Chapin,  editor  of  The  Railroad  Employe,  and  William 
Hildebrand,  traffic  manager,  Thomas  A.  Edison  Industries,  were 
the  speakers  at  the  meeting  of  the  Traffic  Club  of  Newark,  N.  J., 
held  at  Achtel-Stetter's,  March  6. 


George  M.  Barnard,  public  service  commissioner  of  Indiana, 
spoke  on  "Lincoln  and  Americanism"  at  the  second  annual  ban- 
quet of  the  Transportation  Club  of  Decatur,  111.,  held  at  the 
Orlando  Hotel,  March  3.  George  E.  Chamberlain,  superintend- 
ent, the  A.  E.  Staley  Manufacturing  Company,  was  toastmaster. 
J.  S.  McClelland,  president  of  the  Decatur  Chamber  of  Commerce, 
welcomed  the  visitors,  and  T.  C.  Burwell,  president  of  the  club, 
made  a  short  talk. 

H.  B.  Whaling,  professor  of  economics,  University  of  Cincin- 
nati, will  speak  on  the  "Statistical  Interpretation  of  Business" 
at  the  meeting  of  the  Traffic  Club  of  the  Cincinnati  Chamber 
of  Commerce,  to  be  held  at  the  Chamber  of  Commerce,  March  14. 


The  annual  meeting  of  the  Traffic  Club  of  Chicago  will  take 
place  at  the  Hotel  La  Salle,  March  28. 


The  Traffic  Club  of  Baltimore,  at  its  annual  meeting,  held 
March  7,  elected  the  following  officers:  President,  G.  S.  Har- 
lan,  assistant  general  freight  agent,  B.  &  O.;  vice-presidents, 
G.  M.  Smith,  superintendent,  Pennsylvania  Railroad,  F.  G.  Moore, 
manager,  rate  department,  Davison  Chemical  Company;  treas- 
urer, G.  N.  McGlathery,  foreign  freight  representative,  Pennsyl- 
vania Railroad;  secretary,  C.  C.  Kailer,  freight  agent,  Matson 
Navigation  Company;  board  of  governors,  G.  S.  Henderson, 
traffic  manager,  Chamber  of  Commerce;  J.  D.  Clarke,  superintend- 
ent of  transportation,  B.  &  O.;  J.  D.  Boan,  freight  agent,  Car- 
negie Steel  Company;  J.  B.  Sweeney,  general  freight  agent, 
Merchants  &  Miners  Transportation  Company;  E.  R.  Harris, 
Wm.  E.  Harris  &  Co.;  E.  S.  Neilson,  division  freight  agent, 
Pennsylvania  Railroad;  J.  A.  Peterson,  superintendent  of  ele- 
vators, Western  Maryland  Railway. 

The  Traffic  Club  of  Erie  held  its  annual  banquet  at  the 
Lawrence  Hotel,  March  9.  The  principal  speakers  were  Robert 
C.  Wright,  general  traffic  manager,  Pennsylvania  System,  Phila- 
delphia, and  Dr.  C.  B.  Connelley,  commissioner  of  the  department 
of  labor  and  industry  of  the  state  of  Pennsylvania. 


Personal  Notes 


A  meeting  and  buffet  luncheon  will  be  held  by  the  Trans- 
portation Club  of  Louisville  at  the  Tyler  Hotel,  March  21.  F.  L. 
Speiden,  Louisville  Freight  Tariff  Bureau,  and  J.  G.  Kerr,  assist- 
ant general  freight  agent,  L.  &  N.,  will  be  the  speakers. 

The  Traffic  Club  of  Springfield,  Mass.,  was  organized  at  a 
meeting  at  the  Bridgway  Hotel,  March  13,  at  which  about  one 
hundred  railroad  and  industrial  traffic  men  were  present.  Offi- 
cers were  elected  as  follows:  President,  S.  R.  Hart,  traffic 
manager,  United  States  Envelope  Company;  vice-president,  H. 
A.  Noble,  district  freight  agent,  Boston  &  Albany  .Railroad; 
C.  L.  Guest,  traffic  manager,  Gilbert  &  Barker  Manufacturing 
Company;  secretary-treasurer,  Ben  A.  Hapgood,  general  secre- 
tary, Springfield,  Chamber  of  Commerce. 

The  Des  Moines  Traffic  Club  has  been  organized  with  a  mem- 
bership of  thirty-five.  The  officers  are  Geo.  C.  Houk,  general 
agent,  M.  &  St.  L.  R.  R.,  president;  C.  L.  Epply,  traffic  manager, 


F.  H.  Drake,  vice-president  of  the  Louisiana  &  Arkansas 
Railway,  died  at  his  home  in  Mlnden,  La.,  March  11. 

B.  J.  Gannon  has  been  appointed  traveling  freight  agent  for 
the  Wabash  Railway  at  St.  Louis,  succeeding  J.  R.  Huntley,  who 
was  promoted  to  district  freight  agent  at  E.  St.  Louis. 

R.  L.  Baylor  has  been  appointed  district  freight  and  pas- 
senger agent  for  the  Tennessee  Central  Railway  at  Knoxville, 
Tenii. 

George  K.  Caldwell,  chairman  of  the  Southern  Freight  Rate 
Committee,  Atlanta,  Ga.,  died  at  Montclair,  N.  J.,  March  8.  Be- 
fore becoming  connected  with  the  committee  Mr.  Caldwell  was 
in  the  employ  of  the  Southern  Railway  for  26  years. 

L.  G.  Macomber,  traffic  commissioner  of  the  Toledo  Cham- 
ber of  Commerce,  was  elected  president  of  the  Ohio  State  In- 
dustrial Traffic  League,  at  its  recent  meeting  in  Dayton,  Ohio. 
In  the  list  of  officers  of  the  Transportation  Club  of  Louis- 
ville, The  Traffic  World,  February  25,  the  name  of  W.  T.  Van- 
derburgh,  secretary-treasurer,  was  inadvertently  omitted. 

The  general  committee  of  the  Traffic  Division  of  the  Ameri- 
ican  Railway  Association,  has  appointed  new  committees  under 
the  following  chairmen:  Standard  containers  packing  and 
marking,  R.  C.  Fyfe,  chairman,  Western  Classification  Commit- 
tee; weighing  and  inspection  of  freight  traffic,  A.  S.  Dodge, 
superintendent,  Western  Weighing  and  Inspection  Bureau;  car 
service,  demurrage,  and  storage,  Robert  C.  Wright,  general  traf- 
fic manager,  Pennsylvania  System. 

James  W.  Boring,  formerly  assistant  to  the  president  of 
Montgomery  Ward .  &  Co.,  and  in  charge  of  their  advertising 
department,  has  been  appointed  manager  of  the  advertising  de- 
partment of  the  U.  S.  Shipping  Board  Emergency  Fleet  Corpora- 
tion, to  succeed  M.  B.  Claussen.  Mr.  Claussen  will  remain  in 
the  employ  of  the  board  and  will  investigate  conditions  on  the 
Pacific  coast  and  in  the  Orient. 

V.  T.  Anderson,  formerly  traffic  manager  for  Hartwell  & 
Lister,  Inc.,  New  York,  has  been  appointed  freight  traffic  repre- 
sentative for  the  Canadian  National-Grand  Trunk  Railway  Sys- 
tem, at  New  York. 

At  the  meeting  of  the  board  of  directors  of  the  Pa- 
cific Mail  Steamship  Company,  March  15,  the  following  changes 
in  personnel  were  made:  George  J.  Baldwin  resigned  as  presi- 
dent and  was  elected  to  the  newly  created  office  of  chairman  of 
the  board,  thus  relinquishing  the  active  management,  which  he 
has  had  for  the  last  six  years.  Gale  H.  Carter,  who  had  been 
elected  a  director  last  September,  was  elected  president  of  the 
company.  Maurice  Bouvier  and  N.  deTaube  resigned  as  directors 
and  M.  C.  Brush,  senior  vice-president  of  American  Interna- 
tional Corporation,  and  Lawrence  H.  Shearman  were  elected  to 
the  vacancies.  Mr.  Shearman  is  a  former  director  of  the  com- 
pany, having  resigned  from  that  position  last  summer  when  he 
went  abroad  for  an  extended  trip.  A.  G.  Bates  resigned  as 
treasurer  and  H.  S.  Brophy,  who  has  served  for  the  last  five 
years  as  assistant  treasurer,  was  elected  to  the  vacancy. 

RATES  ON  IRON  ORE 

The  Traffic   World  Washington  Bureau 

In  accordance  with  the  plans  adopted  by  the  executives  of 
the  eastern  railroads,  tariffs  carrying  the  reduction  of  substan- 
tially 20  per  cent  in  the  rates  on  ex-lake  iron  ore  began  arriv- 
ing at  the  public  files  of  the  Commission  March  16  carrying  April 
17  as  their  operative  date.  The  Buffalo,  Rochester  &  Pittsburgh 
was  the  first  to  reach  the  files  with  its  I.  C.  C.  No.  7578,  cancel- 
ling its  I.  C.  C.  No.  7517.  That  tariff  provided  a  new  scale  of 
rates  and  charges  from  Buffalo  on  traffic  originating  in  the 
United  States  to  Du  Bois  (Adrian  Furnace),  Josephine,  Lindsey 
and  Punxsutawney,  Pa.  The  tariff  shows  the  line  haul  rate,  the 
charge  for  handling  from  the  vessel  to  the  car  and  the  aggre- 
gate. The  following  table  shows  the  rates  and  charges  as  they 
are  and  as  they  will  be  if  the  tariff  is  not  suspended: 

From  Buffalo   (B.   R.   &   P.   Tracks).  N.  Y.   (On  Traffic  Originating  in 
the  United  States.) 

Present  Rates.         Effective  April  17,  3922. 

Handling  Handling  Ag- 

Line        Vessel      Aggre-        Line  Vessel    gre- 

To  Haul.       to  Car.        gate.        Haul,  to  Car.  gate. 

Du  Bois  (Adrian  Furnace)     98  8%  106%  78  7 

Josephine    119  8ft  127%  9!>  7  102 

Lindsey  ) 9S  8</6  106%  78  7  85 

Punxsutawney     J 
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The  lake  front  furnace  Interests  are  expected  to  protest 
against  this  proposal  with  as  much  vigor  as  they  showed  when 
the  eastern  carriers  undertook  to  extend  the  operative  date  of 
the  tariffs  In  which,  In  October,  they  wiped  out  the  Ex  Parte  74 
increase  so  far  as  ex-lake  ore  is  concerned. 

Before  deciding  to  make  this  effort  to  take  off  20  per  cent 
the  executives  of  the  eastern  carriers  held  a  conference  with 
executives  of  northwestern  railroads  carrying  ore  from  the 
mines  in  the  upper  lake  region  to  the  upper  lake  ports.  The 
eastern  men  suggested  the  killing  of  two  birds  with  one  stone — 
namely,  the  disarming  of  the  lake  front  furnace  Interests  by  hav- 
ing the  northwestern  carriers  make  a  25  per  cent  reduction  in 
the  rates  from  the  mines  to  the  upper  lake  ports  and,  second, 
the  satisfaction  of  the  complaint  of  the  Adriatic  Mining  Com- 
pany and  others  which  has  been  pending  against  the  northwest- 
ern carriers  for  about  a  year.  The  upper  lake  llne.i.  however, 
positively  refused  to  have  anything  to  do  with  the  project.  They 
expressed  the  opinion  that  a  25  per  cent  reduction  In  the  volume 
of  the  rates  would  not  satisfy  the  complainants  in  the  Adriatic 
case  because  one  of  the  points  upon  which  they  had  laid  great 
emphasis  was  what  they  claimed  to  be  the  Inequitable  relation- 
ship of  rates.  They  also  expressed  skepticism  as  to  the  ability 
of  the  eastern  carriers  to  persuade  the  lake  front  furnace  inter- 
ests to  withdraw  their  opposition  by  showing  them  that  they 
would  be  the  beneficiaries  of  a  cut  in  the  factor  from  the  mines 
to  the  upper  lake  ports.  They  pointed  out  that  such  a  cut  would 
also  inure  to  the  benefit  of  the  interior  furnaces  and  thereby 
leave  unsolved  the  question  of  relationship,  if  there  was  such  a 
question,  between  rate*  on  ore  from  the  lower  lake  ports  to  the 
Interior  blast  furnaces  and  the  rates  on  coal  and  coke  from 
the  mines  and  ovens  near  the  Interior  blast  furnaces  to  the  fur- 
naces on  the  lake  front. 

In  behalf  of  the  Lackawanna  Steel  Company,  the  Donner 
Steel  Company.  Inc.,  Wlsckwlre-Spencer  Steel  Company,  Rogers- 
Brown  Iron  Company,  and  the  Hanna  Furnace  Company,  Iron 
and  steel  manufacturers  and  the  Donner  Union  Coke  corporation, 
a  by-product  plant,  all  at  Buffalo  and  vicinity.  Francis  B.  James 
has  protested  against  the  proposed  reduction  of  rates  on  Iron  ore. 
other  than  ex-lake,  as  proposed  In  tariffs  filed  March  1.  to  become 
operative  April  1.  His  grounds  for  protest  are  set  forth  In  the 
following  captions  in  the  petition  asking  for  suspension  of  the 
tariffs,  and  his  conclusion: 

In  view  of  the  overwhelming  teatlmony  In  Docket  11.2*1  In  the 
matter  of  rate*,  fare*  *nd  charge*  of  carrier*  by  railroad.  »uh- 
Ject  to  the  Interstate  Commerce  act.  that  rate*  on  coal  should 
be  reduced,  the  carrier*  at  the  la*t  moment  are  reporting-  to  many 
Incenlou*  device*  to  ihrlnk  their  revenue*  on  other  apeclea  of  traffic 
•o  a*  to  perauade  the  Interstate  Commerce  Commlulon  not  to  reduce 
the  rate*  on  coal. 

The  carrier*  admit  that  the  proposed  reduction  In  rate*  on  Iron 
ore  la  a  part  of  a  arheme  to  equallae  aaaembllnc  co*t*.  a  principle 
universally  condemned  by  the  Commission. 

In  view  of  the  pending  Investigation.  Docket  11.1*1.  and  par- 
ticularly In  vir»  of  th-  fact  that  the  vice-president  of  the  Erie  rail- 
road said  that  the  proposed  reduced  rate*  should  be  analysed,  these 
tariff*  *hould  be  *u*pended  and  put  on  the  Investigation  and  suspen- 
sion docket  for  Investigation. 

The  tariffs  Hied  March  1.  1911.  to  become  effective  April  1.  19:;. 
arc  merely  an  entering  wedge  for  an  excuse  to  reduce  the  ex-lake 
ore  rate*. 

In  conclusion.  It  1*  respectfully  siihmltted  that  said  Items  of  said 
tariff*  covering  rate*  on  Iron  ore  should  be  *uspended  and  put  on  the 
Investigation  and  su*pen*k>n  docket  so  (hat  the  whole  subject  may  be 
analyzed,  that  I*  to  say.  Investigated.  To  allow  these  tariff*  to  go 
Into  effect  entailing  a  tremendous  reduction  of  revenues  to  the  carriers 
merely  means  that  the  carrier*  will  come  forward  In  Docket  11.1*1 
and  urge  that  there  can  be  no  reduction  In  the  coal  rat 

Coal  rate*  to  Buffalo  and  vicinity  are  relatively  too  high  a*  com- 
pared with  ore  rate*.  It  ha*  been  shown  that  over  the  Buffalo. 
Rochester  dk  Pittsburgh  railroad  In  opposite  directions  the  ore  rates 
are  but  17. M  per  cent  of  the  coal  rate*  and  Mr.  Cochran  admitted  In 
hi*  testimony  that  the  ore  rate*  were  already  relatively  too  low. 


C.  C.  C.  A  ST.   L.   CUT-OFF 

The  Cleveland.  Cincinnati.  Chicago  £  St.  Louis  Railway  Co. 
has  applied  to  the  Commission  for  authority  to  construct  and 
operate  3V4  miles  of  railroad  known  as  the  "Delaware  Cut-off," 
In  Delaware  county,  Ohio.  The  company  said  the  proposed  line 
would  constitute  a  shorter  route  for  the  transportation  of 
through  freight  and  passengers  between  Cincinnati  and  Cleve- 
land and  Intermediate  points  by  the  distance  of  about  three 
miles  and  would  as  to  such  traffic  avoid  the  necessity  of  follow- 
ing the  present  line  Into  the  valley  of  the  Olentangy  River  by  a 
falling  and  rising  grade  of  86  feet  and  a  curvature  of  137  de- 
grees. The  company  said  it  was  estimated  that  the  shorter  line 
would  save  for  passenger  trains  from  5  to  6  minutes  and  for 
freight  trains  will  save  from  20  to  30  minutes  against  the  time 
required  for  traveling  the  present  route  and  that  It  was  also 
estimated  that  the  cost  of  operation,  based  on  the  business  of 
said  company  for  October,  1920.  would  be  157,000  per  year  less. 

CONSOLIDATED  CLASSIFICATION  DOCKET 
In  The  Traffic  Bulletin  of  March  18  appears  Docket  No.  10 
of  the  Consolidated  Classification  Committee  for  hearings  In 
rhicago.  April  11,  New  York.  April  18.  and  Atlanta.  April  26.  for 
consideration  of  petitions  for  changes  In  rales,  descriptions, 
ratings  and  minimum  weights  as  set  forth  therein. 


TIME  LOCKS 

offer  the  safest  mechanical  security,  but 
greater  security  is  rightly  placed  in  the 
strong  character  and  established  repu- 
tation of  a  business. 

Our  integrity  cannot  be  tampered  with. 
MERCHANDISE  STORAGE  CO.,   INC. 

3/6  NORTH  PIER  STREET  BROOKLYN,  N.  Y. 


T  he  Mifmel  St<J  it  there 
lo  flay  until  opened  by 
the  earner's  agent  or  con- 
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NEW    WAY 

r«  the  1921  Model 

Edgar  Steel  Seals 

When  Shipping  Carloads  el 

Automobiles,   Flour, 
Grain,  Steel,  Everything 

Any  thing  where  •  part  can  be  taken  out. 

Save  theloae, 

Pr*v*nt  the  neceaaity  of  claim*  by  elimi- 
nating the  temptation  to  cover  up  theft. 

Send  full  shipment*  and  know 
they  will  get  th*r«- 

The  Edgar  Steel  Seal  & 
Mfg.  Company, 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  thai  BOW  Uf  pay  field  BOW  I  The  traffic  director  of  a  Detroit 
».B.ata  earn.  I1..SO*  a  year— a  Cleveland  traffic  man  receive.  W4,0«*. 
Of  atone  every  naaa  cannot  equal  tbeae  brilliant  ncoaaaaa.  bat  number- 
l«e*  traffic  poaltlon.  pay  from  12.600  to  110.000  a  year.  The  work  I* 
faecinatiBaT  and  Inteneely  Intern  tin*  and  the  reward*  ax.  bl«.  Thom- 
aend.  of  awn  are  needed  now.  Why  don't  you  qualify  for  en*  of  ' 
M«  pay  jobat 

Learn  in  Spare  Time 


Tee.  can  quickly  aaaatar  the  aacret.  of  traffic  aia.aiiaiiiil  taromch 
omr  aample  aaethod  of  .pare  tine  .tudy.  Th*  American  Commerc*  Aaao- 
ciation  .taff  of  ezperta  can  qualify  yon  for  a  rood  traffic  lob  la  aa 
ametlna-ly  .hart  time.  Ton  don't  need  to  take  a  moment',  tiaae  fraoi 
roar  pr***nt  work — end  after  rou  have  qualified  we  aealet  yoa  to  oeomr* 
a  ..ll-paid  pealtlom. 

Write  for  Free  Illustrated  Booklet 

Let  •*  aend  you  thla  fro.  Illuatrated  book  oa  traffic  aaaajianal  aad 
traa*  oppottmaittam.  Find  out  what  we  hav*  done  for  haadnda  of  a«o- 
lanfal  Biaalliiii  aad  what  they  aay  of  the  A.  OL  A.  Lean  how  we  *aa 
help  yee,  to  a  lutla*  race***  and  a  poeltioB  of  atojtal*  aad  hvportaae*. 
Doa't  delay  I  Seed  a*  a  peetal  today  I  Ad  ' 


AMERICAN  COMMERCE  ASSOCIATION 

De.pt.  23-C  4043  Dr...!  Blvd.,  CIUca«o,  HI. 
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REVENUE  FREIGHT  LOADING 

The  Traffic  World   Washington  Bureau 

Railroads  loaded  803,255  cars  of  revenue  freight  in  the  week 
ended  March  4,  an  increase  of  67,969  cars  over  the  preceding 
week,  which,  however,  included  a  holiday — Washington's  birth- 
day— according  to  the  weekly  report  of  the  car  service  division 
of  the  American  Railway  Association.  The  loading  exceeded 
that  of  the  week  ended  February  4,  which  totaled  788,412  cars, 
the  largest  number  of  cars  loaded  in  one  week  in  1922  up  to 
that  time. 

There  were  increases  in  the  loading  of  all  commodities  with 
the  exception  of  forest  products,  as  compared  with  the  preceding 
week. 

In  the  corresponding  weeks  of  1921  and  1920  the  loadings 
totalled  711,367  and  811,106,  respectively. 

The  loading  by  districts  in  the  week  ended  March  4  and  in 
the  corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  10.154  and  6,566; 
live  stock,  2,560  and  2,617;  coal,  51,565  and  42,117;  coke,  2,008  and 
918;  forest  products,  4,984  and  7,422;  ore,  780  and  668;  mer- 
chandise, L.  C.  L.,  65,664  and  52,244;  miscellaneous,  65,900  and 
55,957;  total,  1922,  203,615;  1921,  168,509;  1920,  192,061. 

Allegheny  district:  Grain  and  grain  products,  3,159  and 
2,093;  live  stock,  2,571  and  2,578;  coal,  55,302  and  43,307;  coke, 
3,859  and  4,446;  forest  products,  2,327  and  2,397;  ore,  1,399 
and  1,918;  merchandise,  L.  C.  L.,  50,032  and  38,053;  miscel- 
laneous, 52,560  and  45,054;  total,  1922,  171,209;  1921,  139,846; 
1920,  168,226. 

Pocahontas  district:  Grain  and  grain  products,  266  and 
180;  live  stock,  60  and  90;  coal,  25,579  and  13,995;  coke,  241 
and  199;  forest  products,  1,100  and  1,352;  ore,  9  and  36;  mer- 
chandise, L.  C.  L.,  5,954  and  4,773;  miscellaneous,  3,553  and 
2,884;  total,  1922,  36,768;  1921,  23,509;  1920,  35,540. 

Southern  district:  Grain  and  grain  products,  4,319  and 
3,679;  live  stock,  2,320  and  2,236;  coal,  26,046  and  18,180;  coke, 
493  and  566;  forest  products.  15,261  and  13,506;  ore,  463  and 
864;  merchandise,  L.  G.  L.,  37,484  and  36,739;  miscellaneous, 
38,003  and  35,988;  total,  1922,  124,389;  1921,  111,758;  1920, 
127,421. 

Northwestern  district:  Grain  and  grain  products,  13,008 
and  11,294;  live  stock,  8,678  and  8,853;  coal,  9,933  and  5,310; 
coke,  1,199  and  1,272;  forest  products,  13,247  and  16,043;  ore, 
501  and  1,145;  merchandise,  L.  C.  L.,  26,234  and  25,544;  miscel- 
laneous, 27,605  and  29,428;  total,  1922,  100,405;  1921,  98,889; 
1920,  107,771.  . 

Central  Western  district:  Grain  and  grain  products,  13,- 
382  and  13,000;  live  stock,  9,689  and  10,236;  coal,  23,595  and 
15,217;.  coke,  305  and  212;  forest  products,  4,371  and  4,193;  ore, 
844  and  2,360;  merchandise,  L.  C.  L.,  30,537  and  30,066;  miscel- 
laneous, 30,583  and  34,112;  total,  1922,  113,306;  1921,  109,396; 
1920,  118,126. 

Southwestern  district:  Grain  and  grain  products,  5,232  and 
5,073;  live  stock,  2,451  and  1,814;  coal,  4,619  and  3,622;  coke, 
152  and  73;  forest  products,  6,374  and  6,567;  ore,  655  and  443; 
merchandise,  L.  C.  L.,  35.528  and  16,793;  miscellaneous,  18558 
and  25,075;  total,  1922,  53,569;  1921,  59,460;  1920,  61,961. 

Total,  all  roads:  Grain  and  grain  products,  49,520  and  41,- 
885;  live  stock,  28,339  and  28,424;  coal,  196,639  and  141,748; 
coke,  8,257  and  7,686;  forest  products,  47,664  and  51,480;  ore, 
4,651  and  7,434:  merchandise,  L.  C.  L.,  231.433  and  204,212; 
miscellaneous,  236,762  and  228,498;  total,  1922,  803,255;  1921, 
711,367;  1920,  811,106. 


ABANDONMENT   OF   STATE  LINES 

The  Traffic  World   Washington  Bureau 

Congress,  in  enacting  paragraphs  18,  19  and  20,  of  section 
20,  of  the  interstate  commerce  act,  did  not  go  so  far  as  to 
authorize  the  Interstate  Commerce  Commission  to  sanction  the 
abandonment  of  lines  of  railroad  situated  wholly  within  a  state 
and  not  of  such  character  as  to  affect  interstate  and  foreign 
commerce,  according  to  the  decision  of  the  Supreme  Court  of 
the  United  States  this  week  in  reversing  two  federal  courts  of 
the  state  of  Texas,  in  No.  298,  State  of  Texas  vs.  Eastern  Texas 
Railroad  Co.  et  al.,  and  No.  563,  State  of  Texas  vs.  United  States 
et  al.  These  courts  sustained  the  Commission  in  issuing  a 
certificate  of  public  convenience  and  necessity  permitting  the 
abandonment  of  the  Eastern  Texas  railroad. 

The  Eastern  Texas  is  30.3  miles  long  and  was  built  in  1902 
to  serve  lumber  industries.  The  timber  has  been  removed  and 
the  lumber  mills  dismantled.  The  company  claimed  that  since 
1917  it  had  operated  the  road  at  a  loss.  June  3,  1920,  the  com- 
pany filed  an  application  with  the  Commission  asking  authority 
to  abandon  the  road.  The  state  of  Texas  declined  to  appear. 
December  2,  1920,  the  Commission  authorized  abandonment, 
subject  to  the  right  of  interested  persons  In  the  community 
to  purchase  the  property  at  a  price  not  exceeding  $50,000,  but 
no  one  offered  to  buy. 

When  the  application  was  before  the  Commission  the  state 
of  Texas  brought  suit  in  a  state  court  to  enjoin  the  railroad 


company  from  ceasing  to  operate  the  road,  the  suit  being 
brought  on  the  theory  that,  under  the  law  of  the  state,  the  road 
had  to  continue  operation  and  that  the  transportation  act  was 
null  and  void  with  respect  to  intrastate  commerce. 

This  suit  was  removed  to  the  federal  court  for  the  western 
district  of  Texas,  which  dismissed  the  suit  on  the  ground  that 
the  Interstate  Commerce  Commission  certificate  was  a  complete 
defense.  This  was  case  No.  298. 

After  the  Commission  granted  the  certificate  the  state  of 
Texas  sued  in  the  federal  court  for  the  eastern  district  of 
Texas  to  set  aside  the  order  of  the  Commission  on  the  ground 
that  it  encroached  on  the  power  of  the  state  and  that  the  Com- 
mission had  no  authority  to  regulate  intrastate  commerce.  The 
court  dismissed  the  bill  and  the  state  appealed  both  cases  to 
the  Supreme  Court. 

In  the  conclusion  of  its  decision  the  Supreme  Court  says:  • 

Up  to  the  time  the  Commission  made  the  order  granting  the 
certificate  a  part  of  the  commerce  passing  over  the  road  was  inter- 
state and  foi-eign  commerce — that  is,  was  bound  to  or  from  other 
states  and  foreign  countries.  It  was  not  questioned  that  Congress 
could  nor  that  it  did  authorize  the  Commission  to  sanction  a  dis- 
continuance of  this  interstate  and  foreign  business.  Neither  is  ii 
questioned  that  the  Commission's  certificate  was  adequate  lor  that 
purpose.  The  only  matters  in  controversy  are  whether,  by  para- 
graphs 18,  ID  and  20,  Congress  has  assumed  to  clothe  the  Commis- 
sion with  authority  to  sanction  the  entire  abandonment  of  a  road 
such  as  this,  and,  if  so,  whether  the  power  of  Congress  extends  so  far. 

The  road  lies  entirely  within  a  single  state,  is  owned  and  operated 
by  a  corporation  of  that  state,  and  is  not  part  of  another  line.  Its 
continued  operation  solely  in  intrastate  commerce  cannot  be  of  more 
than  local  concern.  Interstate  and  foreign  commerce  will  not  be 
burdened  or  affected  by  any  shortage  in  the  earnings,  nor  will  any 
carrier  in  such  commerce  have  to  bear  or  make  good  the  shortage. 
It  is  not  as  if  the  road  were  a  branch  or  extension  whose  unremunera- 
tive  operation  would  or  might  burden  or  cripple  the  main  line  and 
thereby  affect  its  utlity  or  service  as  an  artery  of  interstate  and 
foreign  commerce. 

If  paragraphs  18,  19  and  20  be  construed  as  authorizing  the  Com- 
mission to  deal  with  the  abandonment  of  such  a  road  as  to  intrastate 
as  well  as  interstate  and  foreign  commerce,  a  serious  question  of  their 
constitutional  validity  will  be  unavoidable.  If  they  be  given  a  more 
restricted  construction,  their  validity  will  be  undoubted.  Of  such 
a  situation  this  court  has  sadi:  "Where  a  statute  is  susceptible  of 
two  constructions,  by  one  of  which  grave  and  doubtful  constitutional 
questions  arise  and  by  the  other  of  which  such  questions  are  avoided, 
our  duty  is  to  adopt  the  latter."  United  States  vs.  'Delaware  &  Hud- 
son, 213  U.  S.  366-407-408. 

Although  found  in  the  transportation  act,  these  paragraphs  are 
amendments  to  the  interstate  commerce  act  and  are  so  styled.  They 
contain  some  broad  language,  but  do  not  plainly  or  certainly  show  that 
they  are  intended  to  provide  for  the  complete  abandonment  of  a  road 
like  the  one  we  have  described.  Only  by  putting  a  liberal  interpre- 
tation on  general  terms  can  they  be  said  to  go  so  far.  Being  amend- 
ments of  the  interstate  commerce  act  they  are  to  be  read  in  con- 
nection with  it  and  with  other  amendments  of  it.  As  a  whole 
these  acts  show  that  what  is  intended  is  to  regulate  interstate  and 
foreign  commerce  and  to  affect  intrastate  commerce  only  as  that 
may  be  incidental  to  the  effective  regulation  and  protection  of  com- 
merce of  the  other  class.  They  contain  many  manifestations  of  a 
continuing  purpose  to  refrain  from  any  regulation  of  intrastate  com- 
merce, save  such  as  is  involved  in  the  rightful  exertion  of  the  power 
of  Congress  over  interstate  and  foreign  commerce.  Minnesota  Rate 
Case  230  U.  S.  352,  418;  Railroad  Commission  of  Wisconsin  vs.  C. 
B.  &  Q.  -R.  R.  Co. 

And  had  there  been  a  purpose  here  to  depart  from  the  ac- 
customed path  and  to  deal  with  intrastate  commerce  as  such  in- 
dependently of  any  effect  on  interstate  and  foreign  commerce,  it  is 
but  reasonable  to  believe  that  that  purpose  would  have  been  very 
plainly  declared.  This  was  not  done.  These  considerations  persuade 
us  that  the  paragraphs  in  question  should  be  interpreted  and  read 
as  not  clothing  the  Commission  with  any  authority  over  the  discon- 
tinuance of  the  purely  intrastate  business  of  a  road  whose  situation 
and  ownership,  as  here,  are  such  that  interstate  and  foreign  com- 
merce will  not  be  burdened  or  affected  by  a  continuance  of  that 

Whether,  apart  from  the  Commission's  certificate,  the  railroad 
company  is  entitled  to  abandon  its  intrastate  business  is  not  be- 
fore vis,  so  we  have  no  occasion  for  considering  to  what  extent  the 
decisions  in  Brooks-Scanlan  Co.  vs.  Railroad  Commission  of  Louisiana, 
251  U.  S.  396,  and  Bullock  vs.  Railroad  Commission  of  Florida,  254 
U.  S.  513,  may  be  applicable  to  this  road. 

As  the  District  Courts  both  accorded  to  the  Commission's 
certificate  a  wider  operation  and  effect  than  can  be  given  to  it  con- 
sistently with  the  provisions  of  paragraphs  18,  19  and  20  as  w& 
interpret  them,  the  decrees  must  be  reversed,  and  the  causes  re- 
manded for  further  proceedings  in  conformity  to  this  opinion. 


TELEPHONE  REVENUES 

The  Traffic  World   Washington  Bureau 

Telephone  companies  having  annual  operating  revenues  in 
excess  of  $250,000  had  an  operating  income  of  $106,464,451  in 
1921,  as  compared  with  $81,792,744  in  1920,  an  increase  of 
$24,671,707,  or  30.2  per  cent  according  to  compilations  by  the 
Bureau  of  Statistics  of  the  Commission. 

Operating  revenues  aggregated  $539,603,805  in  1921  as 
against  $488,943,281  in  1920,  an  increase  of  $50,660,524,  or  10.4 
per  cent.  Operating  expenses  aggregated  $393,683,789,  as  against 
$375,372,364  in  1920,  an  increase  of  $18,311,425,  or  4.9  per  cent. 

The  ratio  of  expenses  to  revenue  was  72.96  per  cent  in  1921 
and  76.77  per  cent  in  1920. 

In  the  month  of  Deeember  the  operating  income  was  $7,598,- 
799,  as  against  7,466,332  in  December,  1920.  Revenues  amounted 
to  $46,384,616,  as  against  $43,164,694  in  December,  1920,  and  ex- 
penses, $35,562,651,  as  against  $33,060,561  in  December,  1920. 
The  ratio  of  expenses  to  revenues  was  76.67  per  cent,  as  against 
76.59  per  cent  in  December,  1920. 
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THE  PORT  OF 

HOUSTON,  TEXAS 


View   allowing   relationship  of  ship,   wharf,   and 
>hipside   warehouse. 

A  great  essential  of  a  port  is  the  shipside  warehouse. 
,It  is  the  warehouse  that  takes  up  the  slack  in  trans- 
portation between  the  water  and  the  rail  movement. 

You  may  ship  into  Houston  by  water,  but  you  may 
not  wish  your  goods  immediately  distributed.  You 
may  forward  your  freight  by  rail  to  Houston,  but  not 
be  quite  ready  to  put  it  on  a  ship.  That  is  where  our 
shipside  warehouse  enters  as  the  last  factor  in  service 
and  economy. 

An  electric  conveyor  connects  the  storage  space  with 
the  wharf  without  extra  handling  charge. 

No  railroad  switching  charge  between  wharf  and 
warehouse.  No  expensive  draying. 

The  floor  level  is  35  feet  above  the  water. 

117,000  square  feet  of  storage  space  reinforced  con- 
crete construction  throughput.  Every  inch  of  space 
protected  by  automatic  sprinkler  system. 

Lowest  possible  insurance  ratefc 
Safe  from  flood,  storm  and  fire. 
This  is  Just  one  of  the  many  reasons  for  using  the 
Port  of  Houston. 
There  are  others.    We  will  take  them  up  later. 


Mr.  Traffic  Man,  can  we  not  interest  you? 
Address  the 

DIRECTOR  OF  THE  PORT 

CITY  HALI HOUSTON,  TEXAS 
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HANDLING  OF  GASOLINE,  ETC. 

The  Traffic   World   Washington  Bureau 

In  a  proposed  report  on  the  recommendations  of  the  Bureau 
of  Explosives  of  the  American  Railway  Association  for  changes 
in  paragraphs  1824  and  1825  of  the  regulations  governing  the 
loading  and  unloading  of  tank  cars  with  casinghead  gasoline  or 
gasoline,  L.  I.  Doyle,  the  explosives  agent  of  the  Commission, 
has  recommended  a  holding  that  the  changes  proposeed  by  the 
bureau  of  explosives  were  not  proper  for  this  time. 

His  positive  recommendation  is  that  the  present  table  of 
outages  now  carried  as  a  recommendation  be  made  mandatory. 
He  said  there  was  not  enough  of  supporting  fact  to  warrant  the 
promulgation  by  the  Commission  of  a  regulation  forbidding  the 
removal  of  the  dome  cover  during  the  unloading  of  tank  cars  of 
rasinghpad  gasoline  or  liquids  containing  that  kind  of  gasoline 
as  a  blend.  Nor,  said  he,  was  there  enough  warrant  of  fact  to 
forbid  the  unloading  of  gasoline  from  the  lower  vent  in  a  tank 
oar,  which  prohibition  is  in  force  on  British  railways. 

Doyle's  refusal  to  endorse  that  proposal,  it  is  believed,  is 
due  to  the  fact  that  American  tank  cars,  as  a  rule,  are 
equipped  for  unloading  from  the  lower  outlets  and  if  such  outlets 
were  made  unlawful,  the  movement  of  petroleum  products,  to  a 
considerable  volume,  would  be  stopped  until  the  changes  could 
be  made. 

His  recommendation,  if  adopted,  means  the  non-adoption  of 
the  recommendation  of  Col.  Beverly  W.  Dunn,  chief  of  the  bu- 
reau of  explosives,  that  allowable  vapor  pressure  in  uninsulated 
tank  cars  be  reduced  from  10  to  8  pounds  per  square  inch.  It 
also  means  the  non-adoption  of  the  colonel's  new  method  for 
determining  vapor  pressures  and  non-adoption  of  a  table  for  cal- 
culating the  outages  to  be  observed. 

Doyle  said  it  was  desirable  that  the  present  table  of  outages 
be  made  mandatory,  not  because  it  was  certain  that  the  table 
was  what  it  should  be,  but,  in  the  interest  of  uniformity  of  prac- 
tice, all  shippers  should  be  required  to  observe  the  table  which 
is  now  carried  in  the  classification  as  a  recommendation. 


the  net  railway  operating  income  having  been  $105,453,360,  rep- 
resenting a  return  of  5.4  per  cent.  There  were  deficits  in  Janu- 
ary and  February.  The  percentage  of  return  in  the  other  months 
follow:  March,  2.2  per  cent;  April,  2.12  per  cent;  May,  2.32  per 
cent;  June,  3.01  per  cent;  July,  4.46  per  cent;  August,  5.01  per 
cent;  September,  4.61  per  cent;  November,  3.85  per  cent,  and 
December,  3.44  per  cent. 


RAILWAY  JANUARY  INCOME 

Class  1  railroads  earned  a  net  railway  operating  income  of 
approximately  2.6  per  cent,  on  an  annual  basis,  in  January,  ac- 
cording to  compilations  made  this  week  by  the  Bureau  of  Rail- 
way Economics  from  reports  to  the  Commission.  With  reports 
missing  only  from  the  Akron,  Canton  &  Youngstown,  the  Detroit, 
Toledo  &  Ironton,  and  the  Kansas  City  Terminal,  when  the  com- 
pilations were  made,  a  net  of  $29,560,816  for  199  roads  was  shown 
as  against  a  net  of  $1,525,500  in  January,  1921.  The  class  1 
roads  should  have  earned  approximately  $69,000,000  in  January 
to  have  had  a  return  of  6  per  cent. 

The  compilation  of  the  Bureau,  showing  comparisons  with 
January,  1921,  follows: 

Per  cent  of 
decrease 

District.  1922 

Total    Operating    Revenues:  1022  1921     over  1921 

Eastern   District    (incl.    Pocahontas).  .$195,985,307     $231,178,964     15.2% 
Southern   District    (excl.    Pocahontas)     51,810,842        61,405,294     15.6% 

Western    District 146,989,909       177.708,671     17.3% 

United    States     394,786,058       470,292,959     16.1% 

Total  Operating  Expenses : 

Eastern  District    (incl.   Pocahontas) .  .$164,581,517     $220,688,981     25.39C 
Southern    District    (excl.    Pocahontas)     43,839,805         56,653,456     22.6% 

Western    District    128,333,839      164,767,107     22.1% 

United    States    337,055,161       442,109,544     23.8% 

Net  Railway  Operating  Income: 

Eastern  District   (incl.    Pocahontas).  .$  19.271,267     $         95,389*    

Southern   District    (excl.    Pocahontas)       4,514,387          1,627,496      

Western    District    5,775,162  6,607*    .... 

United    States    29,560,816          1.525,500      

•Deficit. 

Number  Average 

of  roads  mileage 

represented  represented 

Eastern  District   (incl.   Pocahontas) 84  6441929 

Southern    District    (excl.    Pocahontas) 31  38  465'98 

Western    District 84  132.332.42 

United   States    198  235,217.69 

Operating   Income   for   1921 

The  Bureau  of  Railway  Economics  has  issued  a  statement 
showing  that  the  net  railway  operating  income  of  class  I  roads 
in  1921  was  $614.810,531,  or  3.31  per  cent  on  the  Commission's 
valuation  of  $18,900,000,000  adjusted  to  the  properties  of  class  I 
roads  and  to  include  the  net  amount  of  additions  for  1920.  The 
roads  fell  $501,129,469  short  of  earning  a  net  of  6  per  cent,  which 
would  have  been  $1,115,940,000.  The  figures  vary  slightly  from 
those  previously  announced. 

The  roads  in  the  Eastern  district  had  a  net  of  $271,012,236, 
representing  a  return  of  3.39  per  cent,  and  $221,047,764  short  of 
a  return  of  6  per  cent. 

The  roads  in  the  Southern  district  had  a  net  of  $56,995,004. 
representing  a  return  of  2.6  per  cent,  and  $74,524,996  short  of  a 
return  of  6  per  cent. 

The  roads  in  the  Western  district  had  a  net  of  $286,803,291, 
representing  a  return  of  3.5  per  cent,  and  $205,556,709  short  of  a 
return  of  6  per  cent. 

The  month  of  October  was  the  best  for  the  roads  in  1921, 


COMMISSION    ORDERS 

The  orders  entered  in  Nos.  10867,  Chamber  of  Commerce 
of  Montgomery,  Ala.  et  al.  vs.  Director-General,  A.  &  W.  P.  et 
al.,  10890,  Dothan  Chamber  of  Commerce  vs.  same,  and  fourth 
section  order  No.  7846,  corn  syrup,  or  glucose,  to  Birmingham 
and  Montgomery,  Ala.,  have  been  further  modified  so  as  to 
permit  defendants  to  establish  rates  in  compliance  therewith 
on  not  less  than  5  days'  notice. 

The  order  entered  January  27,  1922,  in  No.  11081,  The  Round- 
up Coal  Mining  Co.  vs.  Director-General,  Big  Pork  &  Interna- 
tional Falls  et  al.,  has  been  amended  by  adding  at  the  end  of 
the  third  paragraph  thereof  the  words  "increased  as  authorized 
in  Increased  Rates,  1920,  58  I.  C.  C.  220." 

The  Texas  Chamber  of  Commerce  was  permitted  to  inter- 
vene in  No.  13290,  The  Secretary  of  War,  operating  Mississippi- 
Warrior  Service  vs.  Aberdeen  &  Rockfish  et  al. 

On  petition  of  the  Missouri  Pacific  Railroad,  the  Commission 
has  reopened  for  further  hearing  I.  &  S.  No.  11,  wasteful  service 
by  tap  lines,  in  so  far  as  it  relates  to  the  Ouachita  &  North- 
western Railroad. 

Defendants'  petition  for  indefinite  postponement  of  the  ef- 
fective date  of  the  orders  entered  in  Nos.  10867,  Chamber  of 
Commerce  of  Montgomery.  Ala.,  et  al.  vs.  Director-General,  A. 
&  W.  P.  et  al.,  10890,  Dothan  Chamber  of  Commerce  et  al.  vs. 
same,  and  fourth  section  order  No.  7846,  was  denied. 

The  Pacific  Coast  Shippers'  Association,  Inc.,  and  numerous 
other  lumber  interests  were  permitted  to  intervene  in  No.  13211, 
West  Coast  Lumbermen's  Association  et  al.  vs.  Abilene  & 
Southern  et  al. 

The  Commission  has  dismissed  the  petition  of  the  Indi- 
anapolis Union  Railway  in  No.  11894,  Indiana  rates,  fares  and 
charges,  asking  further  hearing  of  that  case  for  the  purpose 
of  determining  whether  the  intrastate  charge  for  the  trans- 
portation of  live  stock  from  the  stockyards  of  the  Belt  Railroad 
&  Stockyards  Company  at  Indianapolis  to  the  plant  of  Kingan 
&  Co.,  Inc.,  at  the  same  place,  in  effect  prior  to  January  28, 
1921,  was  related  to  any  interstate  charge  in  such  manner  as  to 
contravene  the  provisions  of  the  interstate  commerce  act. 

The  Commission  has  given  the  Montreal  Mining  Company, 
the  Castile  Mining  Company,  the  Bristol  Mining  Company,  the 
Fort  Henry  Mining  Company  and  Hayes  Mining  Company  per- 
mission to  intervene  in  No.  11074,  Jones  &  Laughlin  Ore  Com- 
pany et  al.  vs.  Director-General,  M.  &  St.  P.  Ry.  et  al. 

On  petition  to  the  Commission  the  St.  Louis-San  Francisco 
Railway  Company  has  been  permitted  to  intervene  in  Finance 
Docket  No.  1537,  In  the  matter  of  application  of  Kansas,  Okla- 
homa &  Gulf  Railway  Co.  and  the  Missouri,  Oklahoma  &  Gulf 
Railroad  Co.  for  a  certificate  of  public  convenience  and  neces- 
sity for  the  extension  of  a  line  of  railroad  from  Baxter  Springs, 
Kansas,  to  Pittsburg,  Kansas. 

The  Commission  has  reopened  No.  11028,  Lake  Superior 
Paper  Co.,  Ltd.,  et  al.  vs.  Director-General,  Ahnapee  &  Western 
et  al.,  and  consolidated  it  with  Nos.  11950,  11981,  12108,  11836. 
11846,  11846  (Sub-No.  1)  and  11864,  for  further  consideration  and 
disposition  upon  the  record  as  made.  The  effective  date  of  the 
order  entered  May  11,  1921,  in  No.  11028,  as  modified  by  order 
of  September  28,  1921,  was  postponed  until  the  further  order 
of  the  Commission. 

The  Barber  Asphalt  Paving  Company  was  permitted  to  inter- 
vene in  No.  11481.  the  Certain-teed  Products  Corporation  et  al. 
vs.  A.  T.  &  S.  F.  et  al. 

Petition  for  further  hearing  in  No.  11912,  Great  Western 
Smelting  &  Refining  Co.  vs.  Director-General,  and  C.  M.  &  St.  P., 
filed  on  behalf  of  the  Director-General,  was  denied. 

Petition  for  rehearing  in  No.  7437,  New  Orleans  Joint  Traffic 
Bureau  vs.  Abilene  &  Southern  et  al.,  filed  by  the  Fulton  Bag 
&  Cotton  Mills,  intervener,  has  been  denied. 

The  Any  Quantity  Rate  Federation  was  permitted  to  inter- 
vene in  No.  12965,  Merchants  Exchange  of  St.  Louis,  Mo.,  et  al. 
vs.  Aberdeen  &  Rockfish  et  al. 

Application  of  the  Baltimore  &  Ohio  Railroad  for  a  further 
postponement  of  the  effective  date  of  the  order  entered  January 
16,  1922,  in  I.  and  S.  No.  1365,  routing  on  coal  from  western 
Maryland  mines  to  eastern  destinations,  was  denied. 


MORENCI  SOUTHERN  ABANDONMENT 
The  Morenci  Southern  Railway  Co.  has  applied  to  the  Com- 
mission for  authority  to  abandon  its  line  of  railroad  in  Greenlee 
county,  Ariz.,  extending  from  Guthrie  to  Morenci,  a  distance  of 
18.41  miles.  The  line  is  not  now  needed,  as  the  traffic  it  handles 
can  be  moved  over  other  lines,  the  company  said. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuitomt  House  Broken,  Forwarding 
and  Clearing  Houie  Agent* 

LAREDO,  TEXAS 

Branchea  In  all  Principal  CitiM  In  th*  Republic  of  Mo.loo 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 


LINES. 


IMC. 


Managing  Agtnti: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Nariftation  Corp'n 

General  Agenti:  Hamburg-American  Line 

American -Hawaiian  5.  5.  Co. 
INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia  and   LOB 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boston  Phil*. 

8.8.  M1NNE8OTAN     

S.8.  OHIO  AN     Mar.  If         Apr.    1 

8.8.  KENTUCKIAN 

8.8.  ALASKAN     Apr.    »         Apr.  IS 

Sailings    erery    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


Nrw  York 
Mar.  23 

Mmr.  30 
Apr.  « 
Apr.  11 


U.   s    Pi 


EUROPEAN  SERVICE 

rile  Ceo*  Port.  U  th.  Prinrip.l  Poru  of   th.  UnlUd 
Klardeoi     and     Contiaont — Direct     Fort- 
nightly    8. ill... 


Joint  Service*  with 

Hamburg- American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

8-B.    (HAWAIIAN     Mar.    1- 

8.8.  I.KOKC.IAN     ...        Mar.  21 

8.8.  -MOUNT   CLINTON    Mar.  31 

8.8,  tWUEBTTEMBERC     Apr.     « 

S.S.  f BAYERN      Apr.   13 

•Carrio.  Iliird-tUae  pa*aenc*n. 

JVIa    Bremen      tCabin  and  third-cl...  paurncrra. 

LOADING  PIE*  It,  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

K.S.   OREGON!  AS    «le    H.It. morn    Apr.    1» 

BOSTON  TO  BREMEN  AND  HAMBURG 

s.s.  THEMI8TO    «la    Baltimorr   and   Norfolk)    Mar.  24 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  TIIKMIHTo    (Tla   Norfolk)     Mar.  3* 

8.8.  CALL18TO    «i.   Norfolk)    Apr.  It 

8.8.  ORK(. OMAN      Apr.  2f 

S4L  GEORGIAN     Mar  13 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  THEMMTO     Apr.     1 

U.  CALLUTO     Apr.  IS 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

8.8.  WE8TERWALO     Mid-April 

Through  Mil*  of  l.di.f  rla  Hambarv  laraed  to  all  SraadlnaTl.n 
and   Baltic   Port* 


NEW  YORK  TO  DUTCH  EAST  INDIES 

P •»•»«.    BW.wan-D.il.    Port    Bwrttenham.    Slnc.poro.    B.t.rl.. 
Bamaranr,    Seerabaja 

BJ.  CLEAR  WATER    Apr.  1* 

Loadlna-    Plor    21,    Po«tfc    Terminal,    aifton.    B.    L 


NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT 

Tun*.,    .M.It..    Alexandria    and   Syrian    Cooit    Porto 

8.8.  CLEARWATER    Apr.  10 

Loadin.    Plor    II.    Poach    T.rmlnal.    Cllflon.     8.    L 

General  Office*:  39  BROADWAY,  New  York 

TolopWuo    WHITEHALL   1*2* 

WESTERN  FREIGHT  OFFICE 

Chlraco.   127   Boa  la   LaSallo  Stroot  Phon.   Waba.h   Mil 

BRANCH    OPFICE8 

Boat. a.  4*  Contra!  Stroot  Phono  Confreu  3*84 

Philadelphia.  Bovno  Bid*.  Phono   Lombard  TOIO 
Pitubari-h.  Ollnr  Bide.  I'hon.  Grant  74I1-: 

GENERAL   PACIFIC  COAST  AGENTS 

William..  Dimond   &   Co.,  31*  Sanaomo  St..   San    Kr.nci.co 
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L.  &  N.  ABANDONMENT  DENIED 

The  Traffic  World  Washington  Bureau 

The  Commission  has  denied  an  application  of  the  Louis- 
ville &  Nashville  for  authority  to  abandon  that  portion  of  its 
West  Point  branch  extending  from  West  Point,  Tenn.,  to  Pink- 
ney,  Tenn.,  a  distance  of  1.76  miles.  The  company  said  opera- 
tion of  the  line  was  unprofitable  on  account  of  insufficient  vol- 
ume of  traffic. 

The  Lawrence  Iron  Company  and  the  Pinknoy  Mining  Com- 
pany protested  against  the  proposed  abandonment.  The 
Tennessee  Railroad  and  Public  Utilities  Commission,  which  held 
a  hearing  for  the  Commission  in  the  case,  recommended  that 
the  application  be  denied. 

The  company  estimated  the  population  at  Pinkney  at  from 
30  to  40  and  stated  that  the  total  population  to  be  served  did 
not  exceed  75.  The  town  is  not  served  by  any  other  railroad. 
Two  petitions  protesting  against  the  proposed  abandonment  were 
submitted,  one  signed  by  345  people  claiming  to  live  along  the 
line  and  the  other  by  105  citizens  of  West  Point  and  vicinity. 

The  West  Point  branch  extends  from  Iron  City,  Tenn.,  to 
Pinkney,  a  distance  of  12  miles,  and  was  Luilt  to  reach  iron  ore 
beds  in  the  vicinity  of  West  Point  and  Pinkney.  The  owners 
of  some  of  the  ore  beds  near  Pinkney  contributed  $25,000  to 
aid  in  the  construction  of  the  road  to  that  point. 

The  carrier  estimated  that  abandonment  of  the  1.76  miles 
of  the  branch  would  enable  it  to  save  ?5,531  annually.  The 
Commission  said  it  appeared  reasonably  clear  that  the  pro- 
posed abandonment  would  preclude  the  possibility  of  further 
development  of  the  ore  beds  in  the  vicinity  of  Pinkney,  would 
tend  to  destroy  the  lumbering  industry  at  that  point  :md  would 
deprive  a  considerable  community  of  the  benefits  of  direct  rail- 
road service.  It  said  t^ie  results  of  operation  of  that  portion  of 
the  branch  which  it  was  proposed  to  abandon,  when  reflected 
in  the  accounts  of  the  L.  &  N.  system  as  a  whole,  were  not 
such  as  to  require  the  granting  of  the  relief  prayed  for. 


RELATIVE  REASONABLENESS 

The  Traffic   World   Washington  Bureau 

A.  long  discussion  of  "relative  reasonableness"  together  with 
citations  to  a  long  line  of  cases  to  illuminate  the  text,  has  been 
incorporated  by  Nelson  W.  Proctor,  attorney  for  the  Louisville  & 
Nashville,  in  a  brief  filed  by  him  in  No.  13112,  Clay  County  Coal 
Operators'  Association  vs.  Cumberland  &  Manchester,  Louisville, 
Nashville  et  al,.  in  which  the  complainants  are  seeking  the  ap- 
plication of  the  same  rates  from  coal  mines  on  the  Cumberland 
&  Manchester  as  are  applied  from  mines  at  the  junctions  of  the 
two  railroads,  on  the  theory  that  higher  rates  on  coal  from  mines 
on  the  short  line  are  relatively  unreasonable,  if  not  in  violation 
of  sections  2  and  3  of  the  interstate  commerce  act.  Mr.  Proc- 
tor in  his  discussion,  in  part,  says: 

But  counsel  may  argue  for  a  new  theory  recently  advanced,  or 
rather  a  very  old  theory  recently  revamped,  that  the  rates  in  issue 
must  be  reduced  because  they  are  "relatively  unreasonable." 

We  have  shown  on  this  record  by  comparisons  with  rates  or  the 
northern  roads,  by  comparisons  with  rates  of  southern  roads,  by 
comparisons  of  rates  fixed  or  approved  by  this  Commission,  by  com- 
parisons of  rates  in  effect  to  one  city  with  the  rates  to  other  cities 
for  like  distances,  and  by  the  abnormally  low  earnings  of  the  carriers 
to  and  from  Cincinnati,  Louisville,  Knoxville,  and  Atlanta,  on  coal 
moving  under  the  rates;  that  many,  if  not  all,  of  the  rates  from  the 
Louisville  &  Nashville  Railroad  stations  to  northern  and  southern 
cities  are  unusually  low  and  subnormal. 

Suppose  this  be  conceded,  what  provision  of  the  law,  so  far  as 
these  complainants  are  concerned,  is  violated  by  our  accepting  them? 

The  first  section  of  the  act  to  regulate  commerce  provides  that 
all  charges  shall  be  reasonable  and  just,  or,  rather,  that  they  shall 
not  be  unreasonable  or  unjust.  The  Commission  has  held  that  the 
word  "reasonable,"  as  used  in  the  first  section  in  reference  to  rates, 
so  far  as  the  shipper  is  concerned,  means  "not  unreasonably  high." 

If  the  theory  of  "relative  reasonableness"  means  that  the  rea- 
sonableness of  rates  under  the  first  section  may  be  tested  by  a  com- 
parison with  other  rates  for  a  similar  service,  I  agree  with  it;  pro- 
vided due  importance  be  given  to  the  word  "similar,"  and  provided 
the  rate  used  for  comparison  is  itself  reasonable. 

But.  if  the  theory  means  that  a  disparity  between  two  rates, 
each  of  which  is  a  reasonable  rate.  In  and  of  itself,  is  prohibited  by 
Section  1  of  the  act,  then  I  submit  that  it  is  entirely  in  error. 

And  if  it  means,  as  the  complainants  evidently  argue  in  this 
case,  that  a  manifestly  unreasonably  low  rate  from  one  locality  can 
be  held  to  be  unjust  and  unreasonable  in  violation  of  Section  1, 
merely  because  some  other  locality  enjoys  a  still  lower  rate,  then  1 
submit  that  this  construction  of  Section  1  is  absurd. 

What  the  theory  really  means  is  that  the  prohibition  in  Section  1 
against  unjust  and  unreasonable  rates  may  be  laid  hold  of  by  ship- 
pers as  a  device  or  subterfuge  to  remove  a  disparity  between  the 
rates  of  two  different  localities  although  the  difference  in  the  rates 
is  not  an  unjust  discrimination  in  violation  of  Section  2  of  the  act, 
nor  an  unreasonable  advantage  or  disadvantage  in  violation  of  Sec- 
tion 3  of  the  act,  nor  an  unlawful  violation  of  the  long  and  short  haul 
rule  of  Section  4  of  the  act.  And,  if  it  means  this,  then  I  am  certain 
that  it  is  contrary  to  law.  For  one  thing,  it  is  directly  contrary  to 
the  doctrine  of  the  Willamette  Valley  Case.  219  U.  S.  118. 

It  is  elementary  that  Section  1  was  enacted  to  bring  forward  the 
common  law  rule  against  extortion  in  freight  rates. 

One  of  the  duties  imposed  upon  the  common  carrier  bv  the  com- 
mon law  is  that  he  Is  bound  to  carry  for  a  reasonable  remuneration, 
and  is  not  allowed  to  make  unreasonable  and  excessive  charges. 

The  term  "relative  unreasonableness"  merely  means  that  if  the 
rate  on  silk,  for  example,  from  New  York  to  Baltimore  is  10  cents, 
and  if  the  rate  on  silk  from  Washington  to  Baltimore  is  20  cents,  one 
of  these  rates  Is  relatively  high  in  comparison  with  the  other.  But 
both  of  these  rates  may  be  entirely  too  low.  If  the  article  were  silk. 


it  would  need  no  proof  to  convince  this  Commission  that  20  cents  per 
hundred  pounds  is  un  unreasonably  low  rate  from  Washington  to 
is.-tltimore,  and  that  10  cents  per  hundred  pounds  is  a  ridiculously  low 
rate  from  New  York  to  Baltimore. 

In  such  a  case,  the  rate  of  20  cents  on  silks  from  Washington  to 
Baltimore,  although  it  might  be  said  by  a  loose  use  of  language  to  l» 
relatively  unreasonable  in  comparison  with  the  rate  of  10  cents  from 
New  York,  could  not  be  said  to  be  unjust  and  unreasonable  within 
the  purview  of  Section  1  of  the  act;  because  it  is  manifestly  unrea- 
sonably low. 

And  the  rate  of  10  cents  on  silks  from  New  York  to  Baltimore 
would  not  furnish  a  fair  standard  of  comparison  by  which  to  con- 
demn the  reasonableness  of  the  rate  from  Washington  to  Baltimore; 
because  the  10-cent  rate  from  New  York  is  manifestly  unreasonably 
low. 

It  is  evident,  from  this  illustration,  that  although  two  rates  may 
ililier  in  amount,  they  may  both  be  unreasonably  low. 

And  in  such  a  case  there  can  be  no  reason,  or  place,  for  the 
application,  under  Section  1  of  the  act,  of  the  theory  of  relative 
reasonableness. 

It  is  true  that  there  are  dicta  In  the  reports  to  the  general  effect 
that,  under  the  interstate  commerce  law,  rates  must  be  relatively 
reasonable,  as  well  as  reasonable  per  se.  But  these  expressions 
should  be  read  in  connection  with  their  context,  and  when  so  read 
they  will  be  found  to  convey  an  entirely  different  meaning  from  the 
theory  of  relative  unreasonableness  under  Section  1  of  the  act,  which 
we  are  now  discussing.  Nearly  all  of  the  cases  in  which  these  ex- 
pressions are  to  be  found  were  either  discrimination  cases,  or  fourth 
section  cases,  either  exclusively  or  in  connection  with  an  alleged  vio- 
lation of  Section  1.  And  in  all  of  these  cases  the  Commission  was 
either  referring  to  Sections  2,  3,  or  4,  or  to  the  general  policy  of  the 
law,  which  admittedly  contemplates  that  rates  shall  be  relatively 
reasonable. 

But  that  policy  of  the  law  is  carried  out  in  Sections  2,  3,  and  4  of 
the?  act,  and  not  in  Section  1. 

The  day  the  Proctor  brief  was  filed  the  Louisville  &  Nash- 
ville made  a  formal  complaint  (No.  13571),  alleging  the  divisions 
it  was  paying  to  the  Cumberland  &  Manchester  were  so  great 
as  to  make  the  rates  on  coal  from  stations  on  the  line  of  that 
road  unprofitable  for  the  Louisville  &  Nashville.  The  complain- 
ing carrier  alleged  the  divisions  received  by  the  Cumberland  & 
Manchester  were  unjust,  unreasonable  and  inequitable  and  asked 
the  Commission  to  prescribe  reasonable  and  equitable  divisions. 


MINIMUM  WEIGHT  ON  HOGS 

Something  new  in  the  way  of  minimum  weights  was  sought 
by  the  complainants  in  No.  12320,  American  Farm  Bureau  Fed- 
eration vs.  A.  G.  S.  et  al.,  hearing  on  which  was  held  before 
Examiner  Money,  in  Chicago,  March  16.  It  was  their  contention 
that  the  carload  minimum  on  hogs,  single  deck,  should  be  lower 
in  the  summer  months  than  at  other  times  of  the  year.  The 
prayer  was  directed  against  the  present  minima,  which  begin 
at  17,000  pounds  for  a  36-foot  car  and  progress  with  the  length 
of  the  car  up  to  21,000  pounds.  These  weights  were  alleged  to 
be  unjust  and  unreasonable  in  so  far  as  they  exceeded  15,000 
pounds  for  the  shortest  car  and  proportionate  weights  for  the 
others  during  the  months  from  April  to  October,  both  inclusive. 

C.  B.  Hutchings,  traffic  manager  for  the  farmers'  organiza- 
tion, introduced  in  evidence  copies  of  a  circular  prepared  by  Dr. 
Embry,  veterinarian  for  the  Western  Weighing  and  Inspection 
Bureau,  for  use  in  a  campaign  against  overloading.  This  circu- 
lar, the  witness  said,  showed  that  the  carload  minima  prescribed 
by  the  carriers  for  hogs,  single  deck,  could  not  be  loaded  with 
safety.  He  also  introduced  figures  showing  the  hog  receipts 
at  a  number  of  the  primary  markets  which,  he  said,  showed  the 
average  weight  per  car  to  be  considerable  below  the  minima, 
and  lower  during  the  warmer  months  than  during  the  winter. 

A  number  of  farmers  and  live  stock  shippers,  including  A. 
Sykes,  president  of  the  Corn  Belt  Meat  Producers'  Association, 
testified  as  to  the  practical  side  of  shipping  hogs.  They  said 
that  it  was  impossible  to  load  anything  except  the  heaviest  ani- 
mals to  the  prescribed  minima  at  any  time,  and  that  when  at- 
tempts were  made  to  do  so  in  hot  weather  a  loss  in  transit 
invariably  resulted.  Hogs, '  they  said,  could  not  stand  much 
heat  when  crowded  and  the  natural  tendency  of  the  shipper,  who 
had  to  pay  freight  on  the  minimum,  whether  or  not  it  was 
loaded,  was  to  crowd  the  animals  into  the  car. 

Some  question  was  raised  whether,  inasmuch  as  the  com- 
plainants seemed  to  be  relying  entirely  on  the  safety  plea,  it 
would  be  satisfactory  to  reduce  the  minima  as  requested  and 
raise  the  rate  so  as  to  insure  to  the  carriers  the  present  per  car 
revenue  on  hog  traffic.  Hog  shippers  did  not  incline  to  that 
idea,  however,  although  they  insisted  that  the  rate  was  not 
under  attack.  The  National  Federation  of  Cooperative  Live 
Stock  Shippers  intervened  on  behalf  of  the  complainant. 

B.  F.  Parsons,  assistant  general  freight  agent  for  the  Chi- 
cago Great  Western,  said  the  question  of  minima  was  inex- 
tricably interwoven  with  that  of  the  rate.  He  said  that,  in 
order  to  preserve  to  the  carriers  their  present  revenue  on  hogs 
and  in  order  to  maintain  the  present  relationship  between  the 
hog  and  cattle  rates,  new  rates  on  the  basis  of  108.7  per  cent 
of  the  present  hog  rates  would  have  to  be  put  in  if  the  15,000- 
pound  minimum  was  adopted.  To  show  what  he  said  was  the 
present  low  earnings  on  hogs,  he  compared  the  car  mile  on 
a  shipment  of  hogs  from  New  Hampton,  Iowa,  to  Chicago,  which 
he  said  was  20.6  cents,  and  which  would  be  18.1  under  the 
proposed  minima,  with  the  average  for  all  traffic  on  the  G.  G. 
W.,  for  a  similar  distance,  which  he  said  was  23.9  cents.  On 
live  poultry,  a  comparable  commodity,  he  said  the  car  mile 
from  New  Hampton  was  44.9  cents. 
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CHICAGO 

Jos.  Stockton  Transfer  Co. 

IBM  South  Canal  Street,  near  Taylor  ttr**t 

foaming  of   Every    Description — City   Delivery   Korvtce   an*   Cartoao 
Dletrfbutore 


INDIANAPOLIS.  INDJ 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  switching  with  all  railroad*.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Owned  and  operated  by  |K«  urn*  mr.r.«t.  aa  the 

J.  E.  McNamara  Construction  Company 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


MUSKOQEE,  OKLA.  f 


THE  W.  L.  RICHESON  CO. 


INCORPORATED 


FREIGHT  BROKERS 
AND  FORWARDERS 


Export  Shipping  for  Account  of 
Principals  Throughout  the  World. 


Main  Office 

Suit.  1317-1326  Hib«rnia  Bank  Building 
NEW  ORLEANS 


401  Produce  Exchange 
NEW  YORK  CITY 


2nd  Floor  Steele  Bldg. 
GALVESTON 


515  Railway  Exchange  Bldg. 
KANSAS  CITY,  MO. 


Direct  Private  Wire  Service  Between  New  Orleant. 
New  York  and  Caleeiton 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored — Pool  Cars  Distributed 

Railroad  Siding. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

MO.OM  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVESTON 


EXPORTERS 

Why  should  you  permit  European  competitors 
to  flood,  with  their  products,  the  market  of 
MEXICO,  when  you  have  the  goods  and  need 
the  business? 

We  have  an  intimate  contact  with  the  buyers 
of  Mexico.  Perhaps  we  can  assist  you  in  creat- 
ing an  interest  in  your  products. 

CAMPHUIS  &  CO.,  Inc. 

FORWARDING    AGENTS 

LAREDO.  TEXAS 

Largest  and  most  efficient  forwarders  on  the 
Mexican  Border 


OFFICES 

Laredo,   Texas;    El    Paso.   Texas;    Eagle    Pass,   Texas 
Mexico  City  Monterey,  N.  L.,  Mexico 


Transportation  costs  greatly 
reduced  through  use  of  our 

PACKAGE  CARS 

Now  moving  via  National  Lines, 
"Insured   for  Preferred   Service" 


Write  for  full   particulars  and  request  a  copy  of  our 
ShippinK   Instructions 


San  Francisco  Warehouse  Co.,  san  Francisco, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 
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INTERLOCKING  DIRECTORATES,  ETC. 

Officers  of  the  Midland  Valley  Railroad,  the  Wichita  &  Mid- 
land Valley  Railroad,  the  Norfolk  Southern  Railway,  and  the 
Kansas  City,  Mexico  &  Orient  Railroad  were  permitted  to  retain 
their  positions  with  those  roads. 

Joseph  A.  West  was  authorized  to  hold  the  positions  of 
secretary  of  the  Mount  Hood  Railroad  and  the  Sumpter  Valley 
Railway. 

Charles  D.  Norton  was  permitted  to  hold  the  position  of 
director  of  the  Lehigh  Valley  Railroad  in  addition  to  positions 
previously  authorized. 

Various  members  of  the  firm  of  Reed,  Smith,  Shaw  &  Beal 
were  permitted  to  retain  their  positions  with  the  Pittsburgh, 
Bessemer  &  Lake  Erie  Railroad,  Bessemer  &  Lake  Erie  Railroad, 
Pittsburgh  &  Lake  Erie  Railroad,  and  other  roads. 

Marcus  L.  Bell  was  authorized  to  hold  positions  (a)  with 
the  Chicago.  Rock  Island  &  Pacific  Railway,  Keokuk  &  Des 
Moines  Railway,  Chicago,  Rock  Island  &  Gulf  Railway,  and  other 
carriers  or  (b)  the  positions  of  director  and  general  counsel  of 
the  Minneapolis  &  St.  Louis  Railroad  and  director,  member  of 
executive  committee,  and  vice-president  of  the  Chicago  &  Alton 
Railroad. 

Charles  Hayden  was  authorized  to  hold  positions  with  the 
Pere  Marquette  Railway,  Ray  &  Gila  Valley  Railroad,  Bingham 
&  Garfield  Railway,  and  Nevada  Northern  Railway  and  either 
(a)  the  positions  of  director,  chairman  of  board  of  directors, 
chairman  of  finance  committee,  and  member  of  executive  commit- 
tee of  the  Chicago,  Rock  Island  &  Pacific  Railway  and  director 
of  the  Choctaw,  Oklahoma  &  Gulf  Railroad,  or  (b)  the  positions 
of  director,  chairman  of  board  of  directors,  and  chairman  of  ex- 
ecutive committee  of  the  Minneapolis  &  St.  Louis  Railroad,  di- 
rector of  The  Railway  Transfer  Company  of  the  City  of  Minne- 
apolis, and  director  and  member  of  executive  committee  of  the 
Chicago  &  Alton  Railroad. 

William  F.  Peter  was  authorized  to  hold  his  positions  with 
the  Chicago,  Rock  Island  &  Pacific  Railway,  Burlington,  Cedar 
Rapids  &  Northern  Railway,  Chicago,  Terre  Haute  &  Southeast- 
ern Railway,  and  the  Minneapolis  &  St.Louis  Railroad  in  addi- 
tion to  positions  previously  authorized. 

L.  C.  Fritch  was  authorized  to  hold  his  positions  with  the 
Chicago,  Rock  Island  &  Pacific  Railway,  Burlington,  Cedar 
Rapids,  &  Northern  Railway,  Choctaw,  Oklahoma  &  Gulf  Rail- 
road, and  other  carriers. 

As  the  American  Railway  Express  Company  is  not  a  com- 
mon carrier  within  the  meaning  of  paragraph  (12)  of  section 
20a  of  the  interstate  commerce  act,  the  Commission  has  dis- 
missed the  application  of  Charles  Hayden  requesting  authority 
to  hold  the  position  of  director  of  that  company. 

Upon  request  of  the  applicant  so  much  of  the  application 
of  L.  C.  Fritch,  which  requested  authority  for  him  to  hold  the 
position  of  vice  president  of  the  Minneapolis  &  St.  Louis  Rail- 
road, was  dismissed. 

Officers  of  the  Bevier  &  Southern  Railroad  and  the  Delta 
Land  &  Timber  Company  are  authorized  to  retain  their  positions 
with  those  companies. 

O.  B.  Huntsman  is  authorized  to  hold  the  position  of  director 
of  the  Texas  &  Pacific  Railway  in  addition  to  positions  pre- 
viously authorized. 

H.  E.  Byram,  president,  director  and  member  of  executive 
committee;  E.  W.  Adams,  secretary;  H.  B.  Earling,  vice-presi- 
dent, and  J.  T.  Gillick,  general  manager,  along  with  other  officers 
of  the  Chicago,  Milwaukee  &  St.  Paul  Railway  Company,  have 
been  authorized  to  hold  their  positions  with  this  road  and  numer- 
ous others. 

Various  officers  of  the  Nashville,  Chattanooga  &  St.  Louis 
Railway,  Nashville  &  Decatur  Railroad,  Paducah  &  Illinois  Rail- 
road Company  and  Memphis  Union  Station  Company  have  been 
permitted  to  retain  their  positions. 

The  Commission  has  authorized  various  officers  of  the 
Georgia  Southwestern  &  Gulf  Railroad,  Albany  &  Northern  Rail- 
way Company  and  Albany  Passenger  Terminal  Company  to  re 
tain  their  offices. 


MEATS  AND  POULTRY  TO  CUBA 

A  rather  complicated  situation  as  to  the  rates  on  fresh  meats 
and  dressed  poultry,  from  points  north  and  west  of  the  Ohio 
and  Mississippi  rivers  to  Key  West,  Fla.,  for  export  to  Havana, 
was  disclosed  at  the  hearing  on  I.  and  S.  1494,  application  of 
class  rates  on  fresh  meats  and  dressed  poultry  from  Chicago 
and  other  points  to  Gulf  ports  for  export,  before  Examiner  John 
T.  Money,  in  Chicago,  March  14.  Combined  with  the  I.  and  S. 
case,  hearing  was  held  on  No.  12423,  Armour  &  Co.  vs.  A.  C.  L. 
and  Director-General,  which  was  reopened  by  the  Commission,  on 
the  prayer  of  the  complainants,  after  the  examiner  had  rendered 
a  tentative  report  in  which  he  proposed  that  the  Commission 
find  the  rates  on  fresh  meat  and  dressed  poultry,  in  straight 
and  mixed  carloads,  from  Chicago,  South  St.  Paul,  Kansas  City, 
Springfield,  Mo.,  and  Louisville  to  Key  West,  for  export  to 
Havana,  to  be  not  unreasonable.  In  its  order  reopening  the 
case,  the  Commission  said  that  only  two  points  would  be  con- 


sidered: First,  the  basis  for  constructing  rates  from  the  points 
mentioned  and  from  Ohio,  Indiana  and  Michigan  to  New  Or- 
leans and  Key  West,  prior  and  subsequent  to  June  25,  1918;  and 
second,  reasons  why  the  rate  on  fresh  meat  and  dressed  poultry 
from  Springfield,  Mo.,  to  Key  West  for  export  to  Havana  should 
or  should  not  be  higher  than  those  from  Kansas  City. 

The  I.  and  S.  case  arose  out  of  the  publication  by  E.  B. 
Boyd  of  a  supplement  to  his  I.e.  C.  A1233,  in  which  rules  requir- 
ing the  non-application  of  through  export  class  rates  on  the  traffic 
involved  were  contained.  The  opposing  parties  seemed  agreed 
that,  at  the  first  hearing  on  the  Armour  case,  their  ideas  as  to 
the  meaning  of  these  rules  in  the  original  tariff  had  coincided, 
and  that  it  was  then  the  wish  of  the  packers  as  well  as  the 
carriers  to  clarify  the  wording  of  the  rule  in  the  manner  in 
which  it  was  done  in  the  suspended  supplement. 

According  to  W.  W.  Manker,  assistant  traffic  manager  for 
Armour  &  Co.,  however,  he  and  his  traffic  department  had  changed 
their  views  after  the  hearing,  and  were  now  at  odds  with  the 
carriers  as  to  what  the  original  rule  meant.  Their  contention 
now  was,  he  said,  that  nothing  in  the  tariff  forbade  the  appli- 
cation of  through  export  class  rates  in  favor  of  joint  local  com- 
modity rates  to  the  Ohio  River,  from  the  river  to  Jacksonville, 
and  beyond.  On  that  basis,  he  said,  the  rates  paid  by  Armour 
&  Co.  from  Chicago,  for  instance,  was  $1.665,  whereas  the  through 
class  rate  was  $1.48.  He  claimed  that  under  the  sixth  section 
of  the  interstate  commerce  act  through  class  rates  took  precedent 
over  any  combination  rates,  commodity  or  otherwise,  just  as 
through  commodity  rates  took  precedent  over  through  class 
rates. 

The  carriers  did  not  defend  the  proposed  rule,  other  than 
to  say  that  it  was  published  in  good  faith  to  comply  with  what 
seemed  to  be  the  views  of  both  sides.  Its  abandonment,  accord- 
ing to  William  Berger,  attorney  for  the  L.  &  N.,  who  promised  to 
file  a  sixth  section  application  requesting  its  withdrawal,  was 
caused  by  the  fact  that  the  carriers  had  in  type  a  set  of  com- 
modity rates  on  the  disputed  traffic,  lower  than  the  class  rates 
the  packers  contended  applicable,  and  that  the  rule  would  there- 
fore be  of  no  value  under  any  circumstances. 

The  question  of  the  rate  from  Springfield  was  quickly  dis- 
posed of,  except  as  to  the  reparation  feature,  by  a  statement 
made  by  R.  H.  Morris  of  the  L.  &  N.,  that  the  new  commodity 
rates  from  that  point  would  be  the  same  as  those  from  Kansas 
City. 

So  far  as  the  basis  for  the  construction  of  export  rates  to 
New  Orleans  and  Key  West  was  concerned,  parties  seemed  agreed 
that  the  third  class  differential,  Key  West  over  New  Orleans, 
on  which  the  disputed  meat  and  poultry  rates  were  based,  was 
48  cents.  Added  to  the  New  Orleans  export  rate  of  $1,  thla 
produced  the  $1.48  rate  which  the  complainants  contended  was 
applicable  from  Key  West  during  the  period  they  were  paying 
the  $1.66%  combination.  Reparation  was  asked,  however,  to  a 
basis  10  cents  lower  than  the  $1.48  rate,  because,  as  contended 
by  the  packers,  the  local  rate  to  New  Orleans  at  the  time  was 
90  cents,  and  the  export  rate  to  Key  West  was  therefore  un- 
reasonable to  the  extent  that  it  exceeded  that  rate  plus  the  48- 
cent  third-class  differential. 

The  rate  which  the  carriers  intend  to  publish  to  Key  West 
on  fresh  meat  and  dressed  poultry  is  $1.43,  made  up  of  the  $1 
New  Orleans  export  rate  plus  43  per  cent,  a  basis  which  the 
carriers  said  they  intended  to  apply  on  all  commodities  moving 
through  the  two  ports.  Swift  &  Co.  intervened  on  behalf  of  the 
complainants. 


LOCOMOTIVES  IN  BAD  REPAIR 

The  number  of  locomotives  out  of  service  on  February  15 
for  repairs  requiring  more  than  24  hours  was  13,412,  or  20.8 
per  cent  of  the  number  on  line,  according  to  the  semi-monthly 
bulletin  of  the  car  service  division  of  the  American  Railway 
Association  on  locomotive  equipment  condition.  The  number 
out  of  service  for  repairs  requiring  less  than  24  hours  was 
3,210,  or  4.9  per  cent. 

The  number  of  locomotives  on  line  was  64,650,  made  up 
of  14,606  passenger,  35,879  freight  and  14,165  switching  loco- 
motives. The  total  number  of  serviceable  locomotives  was  48,- 
028,  made  up  of  10,608  passenger,  26,356  freight  and  11,064 
switching  locomotives. 

The  13,412  locomotives  out  of  service  requiring  repairs  over 
24  hours  included  3,101  passenger  engines,  7,867  freight  and 
2,444  switching  locomotives. 


UNION  PACIFIC  EQUIPMENT  CERTIFICATES 
The  Commission  has  authorized  the  Union  Pacific  to  assume 
obligation  and  liability  in  respect  of  $6,800,000  of  its  equipment 
trust  certificates  by  entering  into  a  lease  and  an  equipment  trust 
agreement,  under  which  the  certificates  will  be  issued  by  the 
Commercial  Trust  Co.,  of  Philadelphia.  The  certificates  will  be 
sold  at  95  per  cent  of  par  and  the  proceeds  used  to  procure 
equipment  estimated  to  cost  $9, 122,800.  Kuhn,  Loeb  &  Co.  of 
New  York  has  arranged  to  buy  the  certificates.  The  Union  Pa- 
cific will  buy  4.500  freight  cars  of  various  types,  25  baggage  cars 
and  20  passenger  coaches. 
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"Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland,  Astoria, 
Seattle  and  Tacoma 

Thru  bill,  al  l.dinr  iuu.d  to  San  Di.ro.  Oakland.  Stockton  and 

Sacrmm«nto,  California i  Hawaiian  and  Far  Eaat  Porto 

Gray*  Harbor  and  Pur*<  Sound.  Waah. 

For  Rataa.  Dataa  of  Sailing  and  othar  Information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

IS  Moore  Street,  New  York 


T.Uphona.  Bowline  Groan  TIM 


Baltimore,  Md. 
M  South  Strwt 


Philadelphia,  P.. 
Draxal  Bulldln( 


And  at  our  Branch  Ornc«a  In  Loa  Anrvlaa. 
Portland.  Soattla  and  Tacom 


Pittiburf h.  Pa. 

Oliw  Build, n, 
San  Franclaco. 


ROUTE  YOUR  CARGO  VIA 

MobilerGullporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Point* 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

Hamburg  and  Bremen 

We  Solicit  General  Cargo 

LIVERPOOL 

to  AHUM  A    COUNTY JS.ilinr  April  lit. 

A-l    STEAMER Sailing  April  15th. 

EASTERN  SUN   (or  Sab.) Smilinc  April  30lh. 

MANCHESTER 

\  1    STEAMER S.ilim  April  15th. 

LONDON 

I  I  MM. II  AM Sailinc   April   7th. 

W1LOWOOD X.ilinr  April   25th. 

HULL 

EFFINGHAM S.ilini  April  7th. 

CARDIFF 

COAHOMA  COUNTY Sailing-   April   l.t. 

BREMEN  AND  HAMBURG 

WEST    HARDAWAY...                       .      S.ilini   April   5(h. 
A-l    STEAMER Sailinr    r.rly    May 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Sercice  Backed  by  It  Yean'  Experience 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

(San  Pedro  Dist. 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Kate*   and  Particular!   Apply   to 

Atlantic-Gulf   &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Pfcilaa.lphi. 
II*  §.  TUH  St. 


N«w    Y.rk 
42    Braa4«ar 


IMT   OU»«   B.IUI»« 

Banmnk.  Cm. 
Haraanah  Bank  A  T«rt  BM«. 

LM    AilHn.    Cat. 
4>T    Van    timrt    BM«. 


M*  TIM  Arc.d. 

Oakland.    Cat 

Parr  T«rn.in»l 

Ponl.nH.    Or*. 

Ml    Tltla  A   Trwt    Bid. 


14*1    L.    C    BMltk    Bloc..    BaMIU.    Waah. 

4»f    KlllrMt    Sa.    BMr  .    B.tala.    N.    T. 


Balti c    Scandinavian 

FAST    FREIGHT    SERVICE 

TO 

Danzig,    Libau,    Reval    and    Helsingfors 

Other  Baltic-Scandinavian  Ports  as  Cargo  Offers 
U.  S.  S.  B.  A-l  Steel  Steamers  Carrying  U.  S.  Mail 

FROM  PHILADELPHIA 
S.  S.  Rockaway  Park      .      .      .     .  •  Sailed 

S.  S.  Eastport Late  March 

FROM  NEW  YORK 
S.  S.  Rockaway  Park      ....  Sailed 

S.  S.  Eastport Late  March 

(Now  Receiving  Pier  28,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and  Scandinavian  Ports 
When  shipping  to    Baltic-Scandinavian    Port*    tpecify 

OUSQUEHANN A 

t*^    Steamship  Company,  Inc.    aftTL 

2  Stone  Street   raw  but*  Cm.  ZMJ  »>  New  York  City 

S.  L.  BURGESS  &  CO.,  Agents 

928  Lafayette  Bldg.    «*o.  Umb.,d2»7li  Philadelphia,  Pa. 
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ICING  ON  DAIRY  PRODUCTS 

A  sixth  section  case,  involving  thousands  of  carloads  of  dairy 
jroducts  and  alleged  overcharges  for  ice  and  salt,  was  heard 
before  Examiner  Money  in  Chicago,  March  13.  The  case  (No. 
13239,  Swift  &  Co.  vs.  Director  General)  involved  the  interpreta- 
tion of  the  icing  rules  in  item  1740C,  supplement  No.  29,  Kelly's 
I.  C.  C.  736,  it  being  alleged  by  complainants  and  by  several  in- 
terveners  that  under  these  rules  it  was  the  duty  of  the  carriers 
in  eastern  territory  to  furnish  ice  and  salt  for  all  shipments  of 
dressed  poultry,  butter,  eggs  and  cheese,  after  August  1,  1919, 
and  until  February  4,  1920.  Some  carriers,  they  said,  had  as- 
sessed charges  of  $4  per  ton  for  ice  and  75  cents  per  100  pounds 
for  salt  during  this  period,  while  others  had  agreed  with  the 
interpretation  placed  on  the  rule  by  the  packers  and  had  made 
no  charge  or  had  refunded  charges  when  overcharge  claims  were 
filed.  Several  such  paid  claims  were  exhibited. 

G.  F.  Ford  of  the  transportation  department  of  Swift  &  Co. 
introduced  copies  of  the  tariffs  which,  he  said,  were  self-ex- 
planatory, and  it  was  not  until  R.  M.  Gililland,  traffic  assistant, 
division  of  law,  of  the  Railroad  Administration,  took  the  stand 
that  the  position  of  the  Director  General  became  clear.  Oppos- 
ing counsel  were  surprised  to  learn  that  Mr.  Gililland  took  the 
position  that  the  words,  "except  as  otherwise  provided  herein," 
in  Rule  la  of  the  disputed  item,  referred  to  that  rule  and  that, 
therefore,  the  free  icing  provided  therein  did  not  apply  to  "ship- 
ments of  one  kind  of  produce  moving  from  one  point  of  origin 
to  one  point  of  destination."  Ross  D.  Rynder,  attorney  for  Swift 
&  Co.,  had  to  ask  several  times  before  he  could  understand  that 
the  Director  General  took  the  position  that  straight  carloads 
from  one  origin  point  to  one  destination  ought  to  pay  for  icing, 
whereas  mixed  carloads,  or  cars  loaded  at  two  or  more  points 
and  shipped  to  two  or  more  consignees,  ought  to  be  iced  free. 

The  witness  made  it  clear,  however,  that  he  was  not  trying 
to  defend  the  consistency  of  the  rule.  "I  am  merely  telling 
you  what  it  provides,"  he  said.  That  the  Director  General  in- 
tends to  fight  for  his  point  in  the  matter  was  indicated  when 
Royal  McKenna,  attorney,  asked  for  and  received  permission  to 
file  briefs. 

RATES  ON  IMPORT  SISAL 

An  alleged  promise  to  establish  transit  privileges  on  import 
sisal  stored  at  Mounds,  111.,  made  by  officials  of  the  Illinois  Cen- 
tral Railroad  and  not  kept  by  the  Director  General  was  the 
cause  of  the  complaints  in  13032,  Comision  Reguladora  del  Mar- 
cado  de  Henequin  vs.  Director  General,  and  13395,  same  vs. 
same,  combined  hearing  on  which  was  held  before  Examiner 
Money,  in  Chicago,  March  13.  The  complainants  alleged  that  by 
reason  of  the  assessment  of  full  local  fifth  class  rates  from  New 
Orleans  to  Mounds,  and  from  Mounds  to  Xenia,  Ohio,  Kansas 
City,  Chicago  and  St.  Louis,  on  109  carloads  of  sisal,  shipped 
into  Mounds  in  the  latter  part  of  1919,  and  shipped  out  within 
six  months,  they  were  damaged  to  the  extent  of  $16,800,  which 
tcey  asked  the  Commission  to  require  the  Director  General  to 
refund.  On  the  57  carloads  finally  sent  to  Chicago,  it  was  claimed 
that  a  rate  of  25  cents  plus  a  transit  charge  of  2  cents  should 
have  been  charged,  instead  of  the  combination  of  locals  amount- 
ing to  75.5  cents.  This  25-cent  rate,  it  was  claimed,  should  also 
have  applied  to  the  sisal  that  was  afterwards  shipped  to  Kansas 
City  and  the  other  destinations  for  the  haul  to  Mounds.  The 
locals  out  of  Mounds  were  alleged  to  be  unreasonable  as  follows: 
To  Kansas  City,  as  charged  40  and  40.5  cents,  and  as  alleged 
reasonable,  20;  to  Xenia,  25.5  cents  charged,  12  alleged  to  be  rea- 
sonable; to  St.  Louis,  17.5  cents  charged,  7%  cents  alleged  to 
be  reasonable. 

According  to  Francisco  Prene,  traffic  manager  for  the 
Comision  in  the  United  States  at  the  time  the  shipments  moved 
from  New  Orleans,  the  sisal  was  stored  at  Mounds  at  the  re- 
quest of  Illinois  Central  officials,  who  said  no  storage  space  was 
available  at  New  Orleans.  The  storage  house  at  Mounds,  he  said, 
was  owned  by  the  railroad  and  operated  by  a  private  warehouse- 
man. At  the  time  the  Comision  agreed  to  store  its  goods  at 
Mounds,  he  said,  the  carrier,  in  return,  promised  to  put  into 
effect  transit  arrangements  which  would  result  in  the  payment 
of  through  charges  to  final  destination  on  the  stored  sisal.  The 
Director  General,  however,  it  seemed,  did  not  see  fit  to  accept 
the  suggestions  of  his  representatives  on  the  Illinois  Central 
and  the  transit  arrangements  were  never  published.  No  adjust- 
ment for  the  future  was  asked,  it  being  said  that  no  sisal  was 
moving  into  the  United  States  at  the  present  time. 

Attorneys  for  the  Director  General,  on  being  informed  that 
the  literal  translation  of  the  name  of  the  complainant  was  "The 
Commission  for  the  Regulation  of  the  Marketing  of  Sisal,"  sought 
to  show  that  it  was  a  monopoly  and  under  control  of  the  Mexi- 
can government.  Both  these  charges  were  denied,  although  it 
was  admitted  that  the  activities  of  the  organization  had  been 
under  investigation.  Representatives  of  the  Comision  said  that 
they  had  to  meet  stiff  competition  at  all  points  in  the  United 
States,  but  were  unable  to  name  any  competitors.  Some  doubt 
was  also  expressed  as  to  the  manner  of  sale,  it  being  alleged  that 
this  took  place  F.  O.  B.,  New  Orleans,  and  that,  therefore,  the 
consignees  were  the  proper  parties  to  take  action  against.  The 


examiner  ordered  the  complainants,  therefore,  to  file  copies  of 
the  contracts  of  sale. 


RATING  OF  BATTERY  FILLER 

The  removal  by  the  Consolidated  Classification  Committee 
of  material  used  for  filling  dry  batteries  from  sixth  class  into 
fourth  class  was  the  cause  for  dispute  at  the  hearing  on  No. 
13284,  French  Battery  &  Carbon  Co.  vs.  C.  &  N.  W.  et  al.,  before 
Examiner  Money,  in  Chicago,  March  15.  The  change  was  made 
March  20,  1920,  although  of  the  eleven  cars  which  moved  into 
the  plant  of  the  complainant  at  Madison,  Wis.,  between  that 
date  and  October  10,  1920,  undercharges  covering  the  difference 
between  the  sixth  and  fourth  class  rates  were  collected  on  only 
five  cars,  according  to  witnesses  for  the  complainant.  Since 
that  time  19  more  cars  were  received  at  Madison  from  the  Elk 
Graphite  &  Milling  Company  -at  St.  Marys,  Pa.,  and  the  com- 
plainants asked  a  refund  of  $3,247,  covering  the  alleged  over- 
charge on  those  shipments. 

The  dispute  evidently  hinged  on  the  identity  of  the  ma- 
terial shipped,  which  was  described  by  the  complainants  and 
by  the  manufacturers  as  ground  petroleum  coke  calcined,  and 
by  F.  W.  Smith,  of  the  classification  committee,  as  carbon  flour. 
J.  J.  Hamilton,  purchasing  agent  for  the  battery  company,  said 
that  although  the  material  had  been  invoiced  under  a  variety 
of  names,  such  as  coke  flour,  battery  filler,  and  sometimes  car- 
bon flour,  it  was,  in  fact,  all  one  kind  of  material,  samples  of 
which  he  introduced.  He  denied  that  the  filler  was  flour,  in 
the  proper  sense  of  the  word,  because  it  was  only  of  30-mesh 
fineness,  far  coarser  than  bolted  flour;  and  he  took  issue  with 
the  report  of  the  classification  committee's  chemist  that  the 
material  was  not  gritty,  demonstrating  his  contention  with  ex- 
periments with  a  piece  of  polished  zinc.  He  admitted,  however, 
that  the  filler  had  a  low  ash  content,  a  condition,  he  said,  neces- 
sitated by  the  fact  that  a  high  ash  content  reduced  the  elec- 
trical conductivity  of  the  filler. 

Mr.  Smith  said  that  to  his  mind  the  coarseness  of  the  ma- 
terial was  not  controlling.  He  said  that  the  manufacturing 
company  made  the  same  material  in  various  grades  of  fineness 
and  that  no  line  could  be  drawn  above  which  it  could  be  called 
ground  coke  and  below  which  it  could  be  called  flour.  He  called 
attention  to  the  value  of  the  commodity,  $60  a  ton  at  the  time 
the  shipments  moved,  compared  to  the  value  of  ordinary  fuel 
coke,  which  was  much  less.  He  also  pointed  out  that  members 
of  the  Western  Classification  Committee  had  written  to  the 
battery  company  on  two  occasions  asking  why  the  material 
should  be  considered  as  anything  but  carbon  flour  and  that 
no  reply  had  been  received. 


RATE   ON  FROZEN   BEEF  LIVERS 

The  assessment  by  the  Director-General  of  a  minimum  third 
class  rate  of  17  cents  on  four  cars  of  frozen  beef  livers,  moved 
from  the  Merchants'  Refrigerator  Company,  on  the  tracks  of 
the  Pennsylvania,  at  Jersey  City,  to  shipside  at  Pier  A,  Jersey 
City,  was  unreasonable,  according  to  L.  A.  Newell,  traffic  assist- 
ant to  Armour  &  Co.,  who  testified  at  the  hearing  on  No.  13347, 
Armour  &  Co.  vs.  Director-General,  before  Examiner  Money,  in 
Chicago,  March  14.  The  cars  in  question,  he  said,  were  shipped 
in  the  period  from  September  1  to  December  1,  1919,  from  Chi- 
cago, 111.,  and  Michigan  City,  Ind.,  via  Lehigh  Valley,  to  ship- 
side  at  Jersey  City.  En  route,  however,  they  were  diverted  to 
the  refrigerating  plant  on  account,  of  a  change  in  the  sailing 
date  of  the  vessel,  due  to  repairs  being  necessary.  No  refrig- 
erating plant  was  located  on  the  tracks  of  the  Lehigh  Valley, 
the  only  road  entering  Jersey  City  not  so  equipped  at  the  time, 
according  to  the  witness,  so  the  cars  were  ordered  into  the 
Pennsylvania  freezer. 

Other  lines,  in  general,  he  said,  performed  the  haul  in  and 
out  of  their  refrigerating  plants  for  a  charge  of  $2  a  car;  and 
it  was  his  contention  that,  since  all  roads  were  regarded  as  one 
system  during  federal  control,  the  same  service  should  have 
been  accorded  the  four  cars  involved.  He  said  they  were  the 
only  cars  out  of  eighty  that  went  into  the  hold  of  the  delayed 
vessel  on  which  a  class  rate  was  charged.  They  were  also  the 
only  cars  that  moved  via  Lehigh  Valley.  Reparation  amounting 
to  $225  ought,  he  thought,  be  awarded. 

The  Director-General,  represented  by  C.  D.  Mahaffee,  did 
not  agree.  He  said  the  Lehigh  Valley  had,  in  fact,  absorbed 
a  $6.50  per  car  switching  charge  for  the  movement  into  the 
refrigerating  plant,  and  that  the  haul  out  was  entirely  via  the 
Pennsylvamia,  a  movement  over  which  the  Lehigh  Valley  had 
no  control,  and  for  the  absorption  of  the  charges  for  which  its 
tariff  contained  no  provisions. 


TOLEDO   TERMINAL   BONDS 

The  Toledo  Terminal  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  issue  and  place  in  its  treasury 
$400,000  of  its  first  mortgage  4%  per  cent  gold  bonds  in  reim- 
bursement of  expenditures  for  additions  and  betterments.  The 
company  said  it  had  made  no  arrangements  for  sale  of  the  bonds. 


March  18,  1922 


THE    TRAFFIC     WORLD 


611 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


FMIUUWLFfllA 

PORTLAND.  ME. 


NKW  YORK 
BALTIMORE 


ANTWERP 
HAMBURG 
MEDITERRANEAN 
UVERPOOL 

SOUTHAMPTON 
LEVANT 

Import  and  Etport  Frtighl  Shlpmtnti  . 

COMPANY'S  OFFICES.  Cnaardl  B«ll«lB«.  CHICAGO 
S.  W.  Cor.  Pmhoiai  mmmt  Randolph  Bta.  Tolipkn.i  CantraJ  t*M 


QUEEN  STOWN 

rLYMOUTH 

LONDON 

LONDONDERRY 
CHERBOURG 


GLASGOW 
HAVRE 

ROTTERDAM 
DANZIG 


NOSA  LINE 


MaaMkly  *al*m*t  to  PHnatfil  Part. 

Watt  COBM,  South  America— Direct  Service 

Monthly  Freight  and  Paaeanfpr  Sailina* 

Laeward  aad  Windward  Islandi,  VeneBuala,  Curaeao 

and  Colombian  Port* 

Three  week  freight  sailinfi 

HaJtiai.  Dominican  and  Cuban  South  54 cU  Port, 


«04-lt  Omaomlt  _ 
Mov  Yart  OAoai  !•  HaJMHoT  St. 


New  Orleans   &. 
SoutH    American  S.S.  Co. 

INCORPORATED 


World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINK          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINK  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Calvestnn 


London 
Liverpool 
Manchester 
Glasgow 


TO 

Avonmouth 
Southampton 
Antwerp 
Hamburg 


Brunswick 


Danzig 
Gibraltar 
Genoa 
Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  Fattorolf,  Frtighl  Trj/Kc  Managtr 

10.  Rotft.  600.  WMtora  Fnloht  Aft.       T.  0.   Martla,  M.  W.  Fratakt  Ait. 
17    Soatk    La    Sail*    Strut.  MdroaollUn     Lift    Bulldln, 

Cktoaaa.    Illloolt.  Mlnaaaaollt.    Minn. 

E.    J.    MoCoaaoll.    Soatkwottara    Fral,ht    Aatnt. 
1 101     Loeoit    Stroot.    St.    Lovli.     Ma. 


No*  York.  I  Broadway 
B..I.O.    14   State   SI 
Mootroal.     kUOII    Bio, 
Phlliaolnhia.      Boorto     Bid, 
Baltlowra.     Caioioor    of    Coaiaiaroa 
Toroata.    I0«    Ratal    Baak   Bit,. 


Now    Orlaaai,     Hlbornla    Buk    Bid,. 
Oarnataa.   Cattaa    Exchuoo  Bldi 
Norfolk.  Flatlroa  Bid,. 
Hoattoo.    Cotton    EkcliAiM    Bid,. 
Mibll..    All..     MoblU    Llnori. 
Portland.     Mf  .     I     Udl>    Strort. 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

Sat  Diego.  Los  Angeles  Harbor.  Sao  Francisco. 

Portland.  I  aroma.  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "RED  HOOK"  From  the  Gulf— March  30th 

SS  "NYANZA"  Earl?  April 

SS  "ELDORADO- "        Late  April 

SS  "ELDORADO"  From  Pacific  Coa.t— lat  half  March 
SS  "OSAGE"  "        2nd  half  March 

SS  "HOBOKEN"  "        Early  April 

Rate«  quoted,  tiiinklagi  aad  I 


THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

StookBU.. 
Cal»oat»n.  foaai 


SWAYNE  A  HOYT.  Inc. 

4MSanaoma  St. 
San  Franeiaco.  Calif. 


M  Broad  St. 
Now  York  Cit* 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 

via  HAVANA, 
PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calllnc  al    La   Llbortad.    Corlnto,    Nicaragua)    Acajutla,    San    Joao    da 

Guatemala.   Monianlllo     Baltlmora  and  Norfolk  Eaitbound 

IJ.  COLOMBIA  •mill  /ram   N*tf  York  March  IStH     omiti  Havana 

5.5.  SANTA  ANA  •milt  Irom   5an  Franritca  April  lit 

Sallinfo  about  ovary  18  day*  thoroaftar 
All  Now  York  Salllnfa  from  Pior  33.  Atlantic  Tarminal.  Brooklyn 

PANAMA  SERVICE 

B*tw»».>n  Stin  Franciaxo,  L<M  Anf«1*«,    Mtrxlco.  Central  America   and 
Canal  Zone.— Sailing*  about  avary  22  day*. 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanovar  Squar*.  Naw  York  SOS  California  St.,  San  Francfaco 

SO3  So.  Spring  St.,  Alexandria  Hotel,    Lot  Angel** 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

San  Franclaco  to  Honolulu,  Yokohama,   Kob*.  Shanghai, 
Manila,  Hongkong 

Paaaenrar  and  Freight  Sailing!  by  New  and  Luxurious  U.  S. 
Shipping  Board  Linen: 

5.5.  Golden  State  sails  .  .  March  25th 
5.5.  Empire  State  sails .  .  .  April  19th 
5.5.  Hoosier  State  sails  .  .  .  May  13th 

and  approximately  every  24   dayt  thereafter. 

'•SAN  FRANCISCO-MANILA  DIRECT  StRVICt:  via  Honolulu" 

"5.5.    Creole  Stale      ....     April  27th" 

"and  ovary  28  day*  thoroaftor" 

rkraiif  A  hilli  al  lading  inutj  to  and  from  point*  kayond  portt  a/  call 
fat  ratam  aad  atkor  ioioonatioo  apply  to  any  railroad  or  touriit  aftnc?,  or  to 

PAanC  MAIL  STEAMSHIP  CO. 

S0«  California  St..  San  Franeiaco  10  Hano-nr  Squara.  N.  Y. 

(M  So.  Spring  St.,  Aloiandria  Hotol.    Loo  Anf  .1.. 
i  U.  S.  Shlpplnc  Board 
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Questions  of  Interest  to  Traffic  Men 


COLLECTING  REPARATION 

Editor  The  Traffic  World: 

Please  refer  to  the  editorial  in  your  issue  of  March  4,  p.  463, 
entitled  "Collecting  Reparation." 

The  only  comment  I  desire  to  make  thereon  is  your  inac- 
curacy in  the  third  paragraph  in  suggesting  that  any  further 
amendment  will  be  necessary  to  enable  shippers  to  enforce  rep- 
aration claims  after  September  1.  The  extension  of  time  provided 
for  by  the  amendment  to  section  206  (a)  in  which  to  bring  suit 
upon  an  award  is  for  one  year  after  the  date  of  the  award, 
whenever  the  award  may  be  rendered  by  the  Commission. 
Therefore,  even  should  an  award  be  rendered  after  September 
1,  1922,  as  doubtless  many  will  be,  the  claimants,  without  further 
amendment  of  the  law,  will  have  one  year  from  the  date  of  the 
rendition  of  the  award  in  which  to  bring  suit  to  enforce  it,  should 
the  Director-General  refuse  compliance. 

John  F.  Finerty,  Assistant  General  Counsel, 

U.  S.  R.  R.  Administration. 

Washington,  D.  C.,  March  11,  1922. 


PUBLICITY  -FOR    TRAFFIC    CLUBS 

Editor  The  Traffic  World: 

Your  articles  of  February  18  and  25  on  the  function  of  the 
traffic  clubs:- 

As  a  member  of  the  New  York  Traffic  Club,  it  has  occurred 
to  me,  many  times,  that  the  fall  and  winter  meetings,  when 
subjects  of  great  importance  were  discussed,  that  interested  not 
only  the  railroad  and  steamship  man,  but  the  industrial  also, 
were  never  mentioned  in  the  daily  papers,  more  than  to  say: 
"The  Traffic  Club  held  its  usual  monthly  meeting  at  the  Wal- 
dorf Astoria."  No  mention  of  speakers,  and  we  had  plenty  of 
good  ones,  and  have  them  today,  except  an  occasional  short 
paragraph  that  '"Hon.  so  and  so"  spoke,  etc. 

You  have  touched  the  right  cord — let  them  tell  the  public 
through  the  newspapers  what  transpires,  what  they  are  doing 
and  what  they  are  trying  to  do. 

A  live  press  committee  made  up  of  industrial  and  adver- 
tising members  (and  this  applies  to  all  traffic  clubs)  would 
place  them  in  the  proper  light,  and  not  as  a  gathering  of  cross- 
ing policemen,  with  all  due  respect  to  the  men  who  wear  the 
brass  buttons. 

S.  L.  Clark,  General  Agent, 
Erie  Railroad  Co. 

Omaha,  March  13,  1922. 

USE  OF  OLD  BILL  OF  LADING  FORMS 

Editor  The  Traffic  World: 

An  announcement  made  by  the  carriers  through  chairman 
of  the  classification  committee  says  that  the  carriers,  in  order 
to  avoid  waste,  will  permit  use  of  the  old  bills  of  lading  from 
March  15,  1922,  to  July  1,  1922,  if  stamped  with  the  following 
notation: 

This  shipment  is  tendered  and  received  subject  to  the  terms  and 
conditions  of  the  company's  uniform  bill  of  lading,  effective  March  15. 
1922.  This  receipt  is  not  negotiable  and  if  the  shipment  is  consigned 
"To  order,"  must  be  exchanged  for  company's  uniform  order  bill  of 

lading.  

Shipper's  Signature. 


be  used,  effective  July  1,  will  probably  experience  considerable 
delay  on  account  the  manufacturers  are  swamped  with  orders. 
We  know  the  manufacturers  will  do  everything  possible  to  get 
the  bills  of  lading  out  as  fast  as  possible,  but  it  is  mighty 
hard  for  them  to  handle  a  full  load  and  try  and  satisfy  every- 
body at  certain  date.  This  is  going  to  mean  thousands  of  dollars 
added  expense  to  the  shippers,  and  there  should  be  no  delay  by 
the  shipper,  using  their  own  form  of  bills  of  lading  to  write 
to  the  Commission,  protesting  on  this  three  and  one-half  months' 
clause,  and  ask  for  a  longer  time,  for  economy's  sake.  Exten- 
sion of  time  has  been  granted  in  other  cases,  why  not  request 
it  in  this  case?  I  think  the  Commission  will  be  reasonable  if 
this  matter  is  called  to  its  attention  by  the  shippers,  but  it  must 
have  a  little  time  in  order  to  act;  so  don't  put  off  sending  your 
protest  to  the  Commission  until  the  last  minute,  but  send  it  in 
as  soon  as  possible. 

Each  shipper  using  his  own  forms  of  bills  of  lading  will 
help  the  other  by  asking  for  an  extension  of  time  through  the 
Commission.  It  may  not  extend  it  for  a  year,  but  we  hope  it 
will  extend  it  until' the  first  of  the  year  1923.  This  will  help 
considerable. 

Let's  all  work  together  on  this  proposition  in  order  to  derive 
the  benefit  by  trying  to  get  an  extension  of  time. 

W.  M.  Dutton  &  Sons  Co., 
G.  J.  Olson,  Traffic  Manager. 

Hastings,  Neb.,  March  14,  1922. 


Agent's  Signature. 

This  gives  the  shipper  three  and  one-half  months'  time  to 
use  up  the  old  bills  of  lading,  and  the  carriers  figure  three  and 
one-half  months  is  plenty  of  time  to  avoid  waste.  I  do  not  agree 
with  them  on  this,  for  the  majority  of  the  shippers  today  have 
their  own  bills  of  lading  and  generally  buy  a  supply  of  bills 
of  lading  for  a  year  or  two  in  advance,  in  order  to  get  the 
benefit  of  a  little  better  price,  instead  of  buying  in  small  quan- 
tities. 

Every  shipper  using  his  own  forms  of  bills  of  lading  should 
send  a  protest  to  the  Interstate  Commerce  Commission,  asking 
it  to  extend  the  time  until  March  15,  1923.  By  only  allowing 
the  shippers  three  and  one-half  months  to  use  up  their  supply,  it 
is  asking  the  shippers  to  sacrifice  the  expense  they  have  gone 
to  on  their  olds  bills  of  lading,  and  also  an  additional  expense 
for  new  bills  of  lading,  to  be  used,  starting  July  1,  1922. 

The  thousands  of  shippers  throughout  the  United  States, 
using  their  own  forms  of  bills  of  lading  who  have  probably  sent 
their  orders  to  the  manufacturers  for  new  bills  of  lading,  to 


DEMURRAGE  ON  PRIVATE  TANK  CARS 

Editor  The  Traffic  World: 

In  your  issue  of  March  4,  Mr.  J.  L.  Williams  suggests  that 
the  present  rule  covering  demurrage  on  privately  owned  tank 
cars  provides  against  assessment  of  demurrage  on  such  empty 
cars  while  stored  on  railroad  or  private  tracks,  including  buyers' 
tanks,  provided  the  cars  have  not  been  placed  on  order  of  shipper. 

We  are  aware  of  this  and  the  rule  has  not  been  misinter- 
preted by  us.  It  will  be  noted  that  the  rule  reads,  "while 
stored."  The  usual  place  for  storing  empties  is  in  railroad  yards. 
If  the  shipper  has  sufficient  track  room  at  his  plant  such  empties 
may  be  placed  thereat  on  arrival  without  a  specific  order  as 
mentioned  in  the  rule,  even  though  a  general  order  to  so  set 
empties  on  arrival  may  be  construed  as  a  specific  order  when 
it  affects  a  specific  car.  However,  this  is  beside  the  question. 

Private  tracks  are  usually  so  restricted  in  length  as  to  ac- 
commodate tank  cars  only  for  cleaning,  testing  of  coils,  and 
prompt  loading,  and  are  insufficient  to  accommodate  for  storage 
purposes  all  of  the  cars  owned  by  the  party.  We  fully  under- 
stand that  there  are  no  storage  or  demurrage  charges  assessed 
on  empty  private  tank  cars  in  railroad  yards. 

Under  Mr.  Williams's  construction,  how  are  the  empties  to 
reach  such  private  tracks  unless  ordered  thereinto  by  the  ship- 
per? If  shipper  orders  such  cars  into  his  tracks  for  cleaning 
or  for  storage,  loads  the  cars  immediately,  and  holds  them  loaded 
in  order  to  space  shipments,  as  we  sometimes  desire  to  do,  how 
can  payment  of  demurrage  be  avoided,  except  by  temporarily 
boarding  them  as  mentioned  below? 

We  know  of  a  case  where  empties  of  ownership  foreign  to 
the  loader  were  ordered  into  his  plant  to  meet  and  take  de- 
livery of  cargo  direct  from  a  steamer.  So  that  the  cars  might 
be  inspected,  cleaned,  and  coils  tested,  they  were  ordered  in  some 
lime  prior  to  expected  arrival  of  steamer;  demurrage  was  as- 
sessed on  the  empties.  Shipper  maintained  he  could  clean  and 
test  only  a  certain  number  of  empties 'per  day  and  had  to  as- 
semble his  cars  well  ahead  of  time.  He  finally  had  to  pay  de- 
murrage, having  been  given  a  credit  of  two  days  per  car,  which 
was  allowed  for  time  required  to  condition  the  cars,  it  being 
held  that  they  were  ordered  for  loading.  Had  he  ordered  these 
cars  in  for  storage  this  would  have  been  a  subterfuge,  as  the 
cars  were  not  intended  for  storage,  but  for  cleaning,  testing 
and  loading. 

If  the  rule  means  that  shipper  may  construe  it  according 
to  his  convenience,  then  it  is  worthless  and  should  specifically 
recite  what  is  intended  and  then  require  no  interpretation  by 
the  I.  C.  C.  or  the  courts. 

We,  as  well  as  many  another  tank  car  owner,  should  like 
to  secure  relief  from  the  operation  of  the  unfair  rules  affect- 
ing privately  owned  tank  cars,  as  they  are  burdensome  and  the 
longer  they  remain  in  the  demurrage  tariff  the  more  difficult 
will  be  their  removal.  If  the  rules  are  made  fair  and  succinct 


March  18,  1922  THE     TRAFFIC     WORLD  613 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
PHILADELPHIA,  PA. 


SAN  DIEGO  ASTORIA 

LOS  ANGELES  PORTLAND 

and  SAN  FRANCISCO  SEATTLE 


NEW  YORK,  N.  Y.  OAKLAND  TACOMA 

BALTIMORE,  MD.       J  VANCOUVER 

REFRIGERATOR  SERVICE 

S.  S.  Dcerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  Mrvice  from  NEW  YORK,  BOSTON  and  BALTIMORE 


Through  Bill* -of- Lading  to  Hawaiian  Ittandi  and  the  Far  Eatt 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

OwiMn  and  Operator*  U.  S.  Shippinj   Board^Ship* 

136  South  Fourth  Street,  Philadelphia  111  Summer  Street,  Boiton  601   BeMemer  Building,  Pittsburgh 

36  Exchange  Street,  Portland  11  Moore  Street,  New  York  City  112  West  Adams  Street,  Chicago 

503  KeyMr  Building,  Baltimore 


or. 


ADMIRAL  LINE,  Pacific  Coast  Ports 


INDUSTRIAL  SITES 

THE  PORT  OF  TACOMA  has  set  aside  several 
acres  of  its  waterfront  properties  for  long-time  leases. 
These  tracts  are  exempt  from  all  taxes  and  the  yearly 
rental  charges  are  based  on  6  per  cent  of  the  actual 
costs.  They  are  adjacent  to  fresh  water,  light  and  power 
lines  and  may  be  connected  with  transcontinental  and 
street  railway  trackage. 

For  further  information  apply  to 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,   Washington 
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and  understandable  the  regulating  bodies  will  have  nothing  to 
interpret. 

Our  previous  letter  has  developed  the  fact  that  the  I.  C.  C. 
has  recently  rendered  an  Informal  decision  that  the  temporary 
carding  of  a  private  tank  car  reciting  that  such  car  is  in  serv- 
ice of  the  shipper  is  a  substantial  compliance  with  the  rule.  We 
had  been  doing  this  for  some  time,  as  the  loose  construction  of 
the  rule  permitted  it,  and  are  pleased  to  find  that  the  practice 
is  officially  sanctioned.  This  is  an  instance  of  where  the  rule 
doesn't  mean  what  it  says.  Certainly,  it  is  a  broad  interpreta- 
tion. We  maintain  that  the  rule  should  state  what  is  intended 
and  shippers  not  be  compelled  to  depend  on  informal  decisions 
which  seldom  are  given  the  same  publicity  and  circulation  as 
the  rules  themselves  by  which  the  shipping  public  must  be 
guided. 

Under  the  present  rule  if  a  consignee  elects  to  delay  unload- 
ing cars  for  his  convenience,  the  carrier  collects  and  retains 
demurrage.  This  doesn't  hasten  the  release  of  the  car,  as  con- 
signee may  find  it  a  cheap  convenience.  The  car  owner  suffers 
without  reimbursement  account  the  delay.  To  reimburse  the 
owner  in  such  case,  our  sales  contracts  contain  the  following 
provision: 

Tank  cars  to  be  unloaded  within  three  days  after  arrival  at  sta- 
tion named  in  bill  of  lading;  penalty  thereafter  at  $2.00  per  car  p«r  day 
to  be  paid  by  buyer.  In  case  of  diversion  beyond  destination,  passing 
date  of  car  loaded  and  empty  at  point  on  latitude  of  destination  to  be 
basis  for  computation  of  detention. 

Privately  owned  tank  cars  are  "class"  equipment  intended 
for  specific  uses.  Shippers  provide  themselves  with  such  cars 
to  handle  the  commodities  in  which  they  deal.  The  carrier  has 
no  ownership  or  interest  in  such  cars  and  such  cars  are  always 
under  the  control  of  and  subject  to  the  disposition  of  the  owner. 
The  presumption  that  privately  owned  tank  cars,  when  detained, 
remain  out  of  service  and  thereby  affect  public  policy,  we  believe, 
is  not  tenable  since  they  are  private  cars  in  every  sense  of  the 
word  and  the  shipping  public  should  have  no  interest  therein. 
Therefore,  such  cars  should  not  be  amenable  to  any  demurrage 
restrictions  while  on  private  tracks  and  out  of  possession  of 
carrier. 

Our  cars  are  owned  and  exclusively  operated  by  ourselves. 
They  are  stenciled,  "For  Edible  Oils  Only,"  and  a  carrier  may 
not  tender  them  for  loading  by  others  without  our  consent.  It 
has  been  held  that  when  a  carrier,  in  case  of  train  accident, 
confiscates  a  privately  owned  tank  car  such  carrier  may  not 
settle  with  the  owner  on  a  per  diem  basis  but  must  pay  current 
rental  value  prevailing  at  the  time  for  such  use.  Were  such 
cars  held  to  be.  "for  the  good  of  the  public"  they  would  be  re- 
garded the  same  as  ordinary  box  cars  and  have  only  a  box  car 
per  diem  value. 

We  do  not  believe  we  are  alone  in  our  ideas  and  would  be 
happy,  indeed,  if  enough  interest  would  be  manifested  by  others 
to  cause  a  reopening  of  the  rules  as  affect  privately  owned  tank 
cars. 

Willits  &  Patterson, 
Victor  Labadie,  Traffic  Manager. 

San  Francisco,  Cal.,  March  9,  1922. 


ASSOCIATION  OF  TRAFFIC   CLUBS 

Editor  The  Traffic  World: 

I  have  read  your  editorials  in  the  issues  of  February  18  and 
February  25  under  the  head.  "Function  of  the  Traffic  Clubs," 
and,  as  secretary  of  the  Traffic  Club  of  Minneapolis  for  a  period 
of  eleven  years,  desire  to  express  my  appreciation  of  the  same.  I 
have  felt  for  a  long  time  that  a  national  association  of  traffic 
clubs  would  be  invaluable  to  the  shipping  public  and  transpor- 
tation companies,  not  only  from  an  educational  viewpoint  and 
the  great  force  that  such  an  organization  would  be  in  bring- 
ing about  needed  legislation  as  outlined  in  both  of  your  articles, 
but  would  be  also  of  great  practical  value  in  assisting  the  clubs 
in  carrying  on  their  work  as  expressed  in  their  by-laws.  For 
instance,  a  magazine  could  be  published  by  the  association  in 
which  the  various  clubs  could  relate  their  experiences  and  or- 
ganization work  and  other  functions  that  are  valuable  in  carry- 
ing on  their  purpose,  and  interchange  of  courtesies  could  be  ar- 
ranged where  members  of  any  one  of  the  traffic  clubs  could  take 
advantage  of  the  club  privileges  of  others.  This  would  be  par- 
ticularly pleasing,  I  am  sure,  to  transportation  companies  and 
shippers'  representatives,  as  they  are  continually  traveling  from 
one  end  of  the  country  to  the  other. 

A  national  association  could  establish  a  speakers'  bureau. 
One  of  the  most  difficult  things  that  we  have  had  to  contend 
with  is  to  secure  talented  speakers  on  transportation  questions 
at  our  annual  banquets  and  at  other  meetings  we  promote  dur- 
ing the  year. 

An  expert  could  be  hired  by  the  national  organization  to 
promote  membership  campaigns  and  promote  "bolster  up"  or- 
ganizations  that  are  losing  ground.  For  instance,  in  our  city 
practically  every  big  shipper  and  transportation  company  has 
a  representative  in  the  club.  There  are,  however,  many  others 
who  should  support  the  club  but  have  failed  to  do  so,  either 
because  they  were  not  properly  approached,  or  do  not  realize 


the  value  of  the  work  the  traffic  clubs  are  doing  in  their  in- 
terest. Many  times  the  members  and  even  the  officers  of  the 
club  have  not  the  time  to  devote  to  this  kind  of  work  and  while 
they  are  instrumental  at  the  present  time  in  increasing  the 
membership,  it  would  be  more  thoroughly  accomplished  if  a  man 
who  is  an  expert  and  who  made  a  business  of  this,  was  to  visit 
the  city  occasionally  and  with  the  help  of  the  members,  no  doubt, 
could  do  wonderful  work  in  increasing  the  membership. 

There  are  many  other  things  that  could  be  done,  such  as 
outlining  the  ideas  for  promoting  successful  entertainments, 
meetings,  debates,  etc.  I  have  gone  over  this  question  rather 
casually,  but  feel  that  a  great  deal  more  could  be  said  along 
this  line.  It  has  been  our  pleasure  time  and  again  to  give  ad- 
vice from  our  experience  to  other  cities  that  contemplated  or- 
ganizing a  club  and  we  feel  that  they  have  benefited  therefrom 
greatly.  Many  of  them  are  gliding  along  in  fine  shape  and  have 
avoided  many  of  the  trials  and  difficulties  we  had  to  overcome 
by  reason  of  the  fact  that  we  were  able  to  relate  our  experi- 
ences to  them. 

I  understand  the  Traffic  Club  of  New  York  has  called  a 
meeting  for  the  purpose  of  organizing  a  national  association  and 
I  sincerely  trust  that  .it  will  receive  the  cooperation  of  every 
traffic  club  in  the  country.  At  the  last  meeting  of  our  board 
we  took  action  not  only  to  endorse  this  proposition,  but  to  send 
delegates  to  a  convention  in  the  event  one  is  called. 

Thanking  you  again  in  behalf  of  the  membership  for  your 
initiative  in  calling  this  matter  to  the  attention  of  the  traffic 
clubs  throughout  the  country. 

W.  W.  Gibson,  Secy., 
Traffic  Club  of  Minneapolis. 

Minneapolis,  March  14,  1922. 


INCREASES  IN  FREIGHT   RATES 

Editor  The  Traffic  World: 

I  find  the  present  situation  as  to  railroad  freight  rates  baf- 
fling for  the  reason  that  the  Interstate  Commerce  Commission  is 
continuously  allowing  large  increases  in  rates  in  spite  of  the  dif- 
ference of  opinion  that  exists  throughout  the  country  as  to 
whether  the  advance  which  was  made  effective  August  26,  1920, 
should  be  continued  or  reductions  made  on  account  of  present 
conditions. 

Of  course,  the  large  increases  that  are  continuously  being 
made  are  pyramided  on  the  increase  which  took  effect  on  August 
26,  1920,  with  the  result  that  the  total  increase  is  very  often 
in  excess  of  100  per  cent 

I  should  like  to  have  the  matter  put  up  for  discussion  in 
"The  Open  Forum"  for  the  purpose  of  developing  whether  ship- 
pers throughout  the  country  are  taking  as  wide  an  interest  in 
the  freight  rate  situation  as  they  should,  because  some  of  the  in- 
creases which  I  will  mention  have  been  put  in  without  opposi- 
tion from  the  shippers  so  far  as  I  have  been  able  to  ascertain. 

Increases  in  rates  that  I  have  in  mind  are  as  follows: 

1st.  In  class  rates  and  commodity  rates  from  Central  Freight 
Association  Territory  to  Southern  points,  as  per  Agent  Kelly's 
Tariff  15-M,  effective  April  1,  1922.  The  increases  in  practically 
all  commodity  rates  average  from  40  per  cent  to  50  per  cent.  The 
scale  of  class  rates  published  is  marked  to  indicate  that  they  are 
all  reductions,  whereas  many  that  I  have  checked  out  are  ad- 
vances. I  call  attention  to  the  sixth-class  rate  from  Buffalo  to 
New  Orleans  which  is  advanced  from  99c  to  $1.02  per  100  Ibs. 

Of  course,  I  understand  that  these  rates  are  published  as 
result  of  the  Commission  decision  in  I.  and  S.  1303,  but  my  protest 
is  against  any  adjustment  of  rates  at  this  time  resulting  in  any 
increases.  If  there  is  a  fourth  section  violation  it  should  he  cor- 
rected by  reducing  the  higher  rate  rather  than  by  advancing  the 
lower  rate. 

2nd.  Agent  Leland  has  issued  his  Tariffs  95-C  to  El  Paso 
Group  points,  etc.,  and  1-N  to  Texas  common  points,  etc.,  and 
by  these  issues  he  has  effected  increases  of  %c  and  Ic  per  100 
Ibs.  in  rates  on  all  commodities  from  Central  Freight  Associa- 
tion Territory  to  points  taking  arbitraries  over  the  Texas  common 
points.  This  increase  was  accomplished  by  using  arbitraries 
over  the  Texas  common  points  increased  on  the  35  per  cent  basis, 
whereas  prior  to  the  date  effective  of  these  issues,  through  rates 
were  made  from  C.  F.  A.  Territory  on  basis  of  a  33  1-3  per  cent 
increase  in  said  arbitraries.  The  only  reason  for  this  action  was 
the  convenience  of  the  southwestern  lines  who  did  not  desire  to 
carry  in  their  new  tariffs  two  sets  of  arbitraries.  But  why  could 
they  not  have  used  for  all  traffic  to  Texas  common  points  the 
arbitraries  which  were  advanced  on  33  1-3  per  cent  basis  instead 
of  inflicting  on  the  shippers  in  Central  Freight  Association  Ter- 
ritory an  unwarrantable  increase?  Any  who  believe  that  this 
increase  is  trifling  and  not  worthy  of  consideration  should  bear 
in  mind  that  the  origin  territory  is  very  considerable,  while  the 
destination  territory  is  restricted,  so  that  a  few  roads  (assuming 
that  the  rates  will  divide  practically  as  made)  will  receive  the 
benefit  of  increased  divisions  on  a  vast  tonnage. 

3rd.  Prior  to  the  issuance  of  Agent  Kelly's  Tariff  15-M, 
the  Commission  had  ordered  into  effect  December  13,  1920,  a 
large  increase  in  the  class  rates  from  Buffalo,  Pittsburgh  terri- 
tory, etc.,  to  New  Orleans,  etc.,  as  per  Supplement  13  to  Kelly's 
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Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Writ,  fmr  lllu.t,*l*d  Aoo*.  fowl   M*pl  mnj  Warier   /r,/orrn.(,on 

Board   of   Harbor   Commissioners 

LOS  ANGELES,  U.  S.  A. 


The 

Texas  Mexican 

Railway  Company 


Traffic  RepretcntaliTei: 
C.  M.  Fi«h, 
Traffic  Manager. 

Laredo,  Tazaa 

W.  C.  Bf  .man. 

Aaat.  Traffic  M«n«t«r, 

Laredo,  Tasaa 
J.  P.  Cr.v.n. 
Canaral  Affent, 

Laredo,  Taxaa 

C.  W.  Fiah, 

Foreign  Frail  ht  Af«nt , 

916  Chemical  Building, 

St.  Lou!..  Mo. 


Mr.  Shipper 
and  Consignee: 

In  our  previous  adver- 
tisements we  have  endeav- 
ored   to   convey    information 
that  would  be  of  some  assistance 
to  you  in  sending  shipments  to  and 
from  Mexico.     If  there  is  any  partic- 
ular   information    you  desire,  please 
write  us. 

Shipping  of  the  LAREDO  BERMUDA  ONION  crop  will  begin  about  the 
first  of  April,  and  we  have  arranged  to  handle  all  shipments  routed  TEXAS 
MEXICAN  in  SPECIAL  TRAIN  SERVICE.  It  is  estimated  that  the  move- 
ment will  be  about  fifteen  hundred  cars.  List  of  growers  and  shippers 
furnished  upon  application. 

C.  M.  FISH,  Traffic  Manager. 
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lo-L  This  increase  brought  the  sixth-class  rate  from  Buffalo, 
Lockport,  and  Niagara  Falls  from  72c  per  100  pounds  to  99c  per 
100  pounds,  and  made  it  necessary  for  us  to  reroute  certain  ex- 
port shipments  of  ours  from  the  New  Orleans  export  gate-way 
to  New  York. 

4th.  Effective  November  15,  1920,  a  large  increase  in  class 
rates  was  established  from  St.  Paul,  Minn.,  and  points  taking 
the  same  rates  in  Wisconsin,  etc.,  to  New  Orleans,  etc.,  by  the 
device  of  making  the  class  rates  subject  to  the  Western  Classi- 
fication instead  of  the  Southern  Classification,  as  these  class 
rates  had  been  published  in  Item  95  of  Agent  Boyd's  Tariff  80-B. 

Examples  of  the  increases  effected  are  as  follows: 

(A)  Printing  paper,  in  less  carload  lots,   from  Appleton,  Wis.,   to 
New  Orleans,   formerly   classified  fourth   class,   according  to  Southern 
Classification    and    now   classified    third    class,    according   to    Western 
Classification.     Therefore, 

Former  rate   $1.18  Per  100    bs. 

Present  rate  $1.96  per  100  Ibs. 

(B)  Machinery,  K.  D..  in  less  carload  lots,  from  St.  Paul,  Minn., 
formerly   classified   third   class,    governed    by   Southern    Classification, 
now    classified    second     class,     governed     by    Western    Classification. 

Former  rate  $1.47      per  100  Ibs. 

Present  rate   $2.37%  per  100  Ibs. 

As  stated  above,  all  these  increases  are  made  additional  to 
the  large  increase  which  took  effect  August  26,  1920.  It  seems 
to  me  that  in  agitating  for  reductions,  the  fact  that  so  many 
sectional  increases  have  been  allowed  is  lost  sight  of  and  it  is 
only  the  general  increase  effective  August  26,  1920,  that  is  used 
as  a  basis  for  consideration.  Meanwhile,  additional  increases 
are  constantly  being  made  in  opposition  to  public  opinion. 

I  would  recommend  that  shippers  throughout  the  country 
take  a  larger  interest  in  the  question  of  rates  and  oppose  all  in- 
creases contemplated,  whether  they  are  immediately  interested 
therein  or  not.  I  believe  no  one  contemplated  in  August  of  1920 
that  increases  would  be  pyramided  on  the  increase  made  at  that 
time,  so  that  ultimately  such  increase  became  in  reality  one 
of  100  per  cent  or  greater,  rather  than  a  mere  40  per  cent. 
J.  H.  C.  Kirk,  Manager  Traffic  Dept, 

National  Paper  &  Type  Co. 

New  York,  March  9,  1922. 

INDIANA  RATE  CASE  DECIDED 

The  Traffic   World    Washington  Bureau 

In  a  report  on  No.  11388,  Public  Service  Commission  of  In- 
diana against  the  Santa  Fe  and  others,  the  Commission,  March 
17,  held  that  rates  on  the  first  five  classes  from  points  in  Indiana, 
ether  than  those  taking  Chicago  rates,  to  St.  Paul  and  Minne- 
apolis, higher  than  from  points  in  Illinois  and  west  bank  points 
in  Iowa  and  Missouri,  were  unreasonable  and  unduly  prejudicial, 
and  commodity  rates  on  agricultural  implements,  iron  and  steel 
articles,  glass  fruit  jars,  paper  boxes,  and  matches,  made  by 
combination  on  Chicago,  were  likewise  unreasonable  and  unduly 
prejudicial  to  the  extent  that  they  exceeded  the  rates  from  Illi- 
nois and  the  west  bank  points.  The  Commission  expects  the 
carriers  to  divide  Indiana  into  about  five  zones  and  to  make. rates 
therefrom  no  higher,  for  like  distances,  than  from  Illinois  and  the 
west  bank  territory.  It  said  that  where  substantial  differences 
to  the  detriment  of  Indiana  shippers  existed,  the  situation  should 
be  cured  by  means  of  exceptions  to  the  Official  Classification.  It 
held  that  the  record  did  not  warrant  prescribing  Official  Classifi- 
cation in  connection  with  rates  from  Illinois  points  or  Western 
Classification  in  connection  with  rates  from  Indiana  to  the  Twin 
Cities.  This  revision  the  Commission  expects  the  carriers  to 
make  not  later  than  July  1. 

SETTLEMENTS   WITH    RAILROADS 

The  United  States  Railroad  Administration  reports  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts:  Louisville  &  Nashville  Railroad  Co., 
$7,000,000;  Alabama  &  Vicksburg  Railway  Co.,  $275,000;  Minne- 
apolis, St.  Paul  &  Sault  Ste.  Marie  Railway  Co.,  $525,000; 
Narragansett  Pier  Railroad  Co.,  $7,500;  Winona  Bridge  Rail- 
way Co.,  $47,000;  Spokane  &  British  Columbia  Railway  Co., 
$7,500. 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  admin- 
istration during  the  twenty-six  months  of  federal  control. 

CHANGES    IN    DOCKET 

Hearing  in  I.  &  S.  1500,  assigned  for  March  11  at  Pittsburgh, 
was  cancelled. 

Hearing  in  No.  13349,  the  David  Kaufman  &  Sons  Co.  vs.  C. 
R.  R.  of  N.  J.  et  al.,  assigned  for  March  14  at  New  York,  was 
postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  No.  13250,  the  Tallulah  Cotton  Oil  Co.  vs.  Mo. 
Pac.  R.  R.  et  al.,  assigned  for  March  17  at  Vicksburg,  Miss.,  was 
postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  13268,  Natchez  Chamber  of  Commerce  et  al.  vs. 
111.  Cent,  et  al.,  assigned  for  March  18  at  Natchez,  Miss.,  was 
canceled. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  larTlcs  Corporation,  Colorado  Building,  Washington,  D.  C. 


Delay — Special    Damages   Not   Recoverable    Except  on   Actual   or 
Constructive   Notice  to  Carrier 

New  York. — Question:  We  have  read  with  interest  your 
answer  in  The  Traffic  World  of  February  25  to  our  inquiry  re- 
garding a  claim  against  the  railroad  for  $36. 

The  bill  of  lading  was  issued  showing  destination  Blank 
Mills,  but  the  carriers  in  error  carried  the  car  to  Blank  Falls. 
When  the  shipment  would  be  delivered  at  proper  destination 
was  problematical.  For  this  reason,  and  knowing  the  car  had 
gone  astray,  the  dealer  purchased  other  cement.  It  is  incon- 
.  ceivable  that  a  railroad  after  taking  shipment  to  an  erroneous 
destination,  can  disclaim  liability  for  a  loss  which  shippers  have 
suffered,  notwithstanding,  no  express  notice  was  given  the  rail- 
road of  special  circumstances  requiring  prompt  delivery. 

We  asked  only  for  usual  prompt  service  and,  regard- 
less of  total  time  consumed  in  effecting  delivery,  the  mis- 
directing of  this  car  to  an  erroneous  destination  was  in  itself 
responsible  for  an  expense  of  $36,  for  which,  in  our  judgment, 
we  should  be  reimbursed.  The  charge  of  $36  assessed  is  for 
trucking  cement  purchased  in  an  emergency  to  keep  the  job 
going.  Kindly  give  this  further  consideration  and  advise. 

Answer:  The  rule  universally  applied  by  the  courts  is  that 
damages  which  may  be  recovered  for  delay  in  transportation 
must  be  such  as  might  reasonably  have  been  contemplated  by 
the  parties  at  the  time  the  contract  of  carriage  was  made,  and 
that  special  damages  are  recoverable  for  delay  only  in  case  the 
shipper,  at  or  before  the  time  he  tendered  his  goods  for  ship- 
ment, informed  the  carrier  of  the  special  circumstances  which 
rendered  a  prompt  transportation  and  delivery  of  the  goods  at 
their  destination  necessary.  In  every  instance  it  is  said  the 
shipper  has  it  within  his  power  to  protect  himself  against  all 
damages,  both  general  and  special,  caused  by  delays  or  losses 
in  shipment,  by  giving  notice  to  the  carrier  when  the  contract 
was  made. 

While  we  do  not  locate  a  court  decision  covering  circum- 
stances similar  to  those  in  the  instant  case,  we  are  of  the  opin- 
ion that  .the  damages  are  special  and  not  recoverable  in  the 
absence  of  notice  to  the  carrier. 

Liability  of  Carrier  for  Loss  from  Shipment  Moving  in  Open-Top 

Car 

Nebraska. — Question:  Please  advise  reference  to  various 
rulings  covering  loss  of  coal  in  transit,  open-top  cars. 

Answer:  The  uniform  bill  of  lading  formerly  carried  a  pro- 
vision to  the  effect  that  when  goods  usually  carried  in  open-top 
cars  or  requested  to  be  so  transported  by  the  shipper,  the  car- 
rier or  party  in  possession  should  be  liable  only  for  negligence, 
except  in  case  of  loss  or  damage  by  fire.  The  Commission  ex- 
pressed its  disapproval  of  this  provision  in  its  report  in  Opinion 
In  Re  Bills  of  Lading,  52  I.  C.  C.  761,  and  in  the  new  form  of 
bill  of  lading  prescribed  by  the  Commission  in  its  recent  report 
in  Docket  4844,  64  I.  C.  C.  357,  it  has  been  eliminated.  We  know 
of  no  case  decided  since  the  enactment  of  the  Cummins  amend- 
ments in  which  the  courts  have  had  under  consideration  the 
liability  of  carriers  for  freight  moving  in  open-top  cars,  but  in 
view  of  the  provisions  of  the  Cummins  amendment,  it  seems 
reasonably  certain  that  the  courts  would  hold  that  a  carrier 
who  accepts  and  transports  freight  loaded  in  open-top  equipment 
is  liable  for  loss  thereof  resulting  from  its  negligence  while 
the  freight  is  in  its  possession  as  a  common  carrier. 

Notice  of  Refused  or  Unclaimed  Goods — Sufficiency  of 

Missouri. — Question:  Your  answer  to  our  inquiry  through 
medium  of  "Questions  and  Answers"  column  supposed  to  be 
published  in  February  28  issue  of  The  Traffic  World. 

To  our  knowledge  there  are  no  provisions  in  the  storage 
tariff  indicating  what  amount  of  information  carriers  are  re- 
quired to  show  on  their  notices  to  consignors  or  unclaimed  and 
refused  freight.  If  you  thing  we  are  mistaken  in  that  respect, 
please  let  us  know  what  rule  it  is,  in  your  opinion,  that  does 
provide  for  such.  There  may  be  an  I.  C.  C.  Conference  Ruling 
or  court  decision  in  our  favor  on  this  point  that  you  know  of. 
If  so,  please  furnish  us  with  reference  to  it. 

Answer:     Rule  7,  section  C-l,  of  the  uniform  storage  rules 
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x-x     LeMgli\MleT 

^^          Railroad 

The  Route  of  The  Black  Diamond 

Albany,  N.  Y.                 Brooklyn,  N.  Y.             Hershey,  P«.                   Phillipsburg,  N.  J.         Reading,  Pa. 

Auburn,  N.  Y.                Cortland,  N.  Y.            Jersey  City,  N.  J.            Portland,  Me.                  Springfield,  Mass. 

Allentown,  Pa.                 Easton,  Pa.                      New  York  City               Philadelphia,  Pa.             Waterbury,  Conn. 

Bridgeport,  Conn.          Hazleton,  Pa.                 Newark,  N.  J.                Providence,  R.  I.            Worcester,  Mass. 

Boston,  Mass.                 Hartford,  Conn.             New  Haven,  Conn.        Rochester,  N.  Y.           Wilkes-Barre,  Pa. 

In 
Bv  Unexcelled   Freight  Service  the 

Ashtabula,  O. 

0 

La  Porte,  Ind. 

Akron,  O. 

Lima,  O. 

Atchison,  Kan. 

\^^\\v 

Lincoln,  Neb. 

Alton.  111. 

^LnLTavL  ( 

Minneapolis,   Minn. 

Austin,  Tex. 

^^^g^r       \ 

Milwaukee,  Wis. 

Battle  Creek,  Mich. 

AX-SJA, 

Memphis,  Tenn. 

Bay  City,  Mich. 

/""* 

Moline,  111. 

Bloomington,  III. 

Madison,  Wis. 

Buffalo.  N.  Y. 
!    Barberton.  O. 
Burlington,  la. 
Chicago,  111. 

DIAMOND  LEHIGH 

Mishawaka.  Ind. 
Mason  City,  la. 
Niagara  Falls,  N.Y. 

»f*I«/»i«  Ft  9  f  i     fi 

North  Flint,  Mich. 

v^incinnau,  \j. 
Columbus,  O. 

brings  these  and  many  other  points 

New  Orleans,  La. 

Cleveland,  O. 
Canton,  O. 

together 

Nashville,  Tenn. 
Omaha,  Neb. 

Clinton,  la. 

Ogden,  Utah 

1    Cedar  Rapids,  la. 
j    Council  Bluffs,  la. 
Chillicothe,  O. 

It  gives  to  its  patrons  by  close  super- 
vision   not    only    fast    and    regular 

Peoria,  111. 
Pittsburgh,  Pa. 
Port  Huron,  Mich. 

]    Chattanooga,  Tenn. 

time  on  carload  freight,  but  through 

Portland,  Ore. 

Detroit.  Mich. 

Painesville,  O. 

Dallas,  Tex. 
Duluth,  Minn. 
Decatur.  111. 

MANCHESTER  TRANSFER 

Portsmouth,  O. 
Racine,  Wis. 
Rockford,  111. 

D         1      T     1          J     Tit 

Denver,  Colo. 

• 

Rock  Island,  111. 

Davenport,  la. 

the  same  service  between  many 

St.  Louis,  Mo. 
Salt  Lake  City, 

Dayton,  O. 
Des  Moines,  la. 

points  on  less-carloads 

Utah 
Saginaw,  Mich. 

East  St.  Louis,  111. 

San  Antonio,  Tex. 

fclkhart,  Ind. 

San  Diego,  Cal. 

Erie,  Pa. 

Springfield,  111. 

Fort  Wayne,  Ind. 

St.  Paul,  Minn. 

Flint,  Mich. 
1    Grand  Rapids, 
Mich. 

E.  J.  HENRY                                    H.  C.  HAMILTON 

We.t.  Traffic  M«T.                                              Frrf«ht  T™»«  *** 

South  Bend,  Ind. 
Spokane,  Wash. 

SM  W.  Adam  Street                                        »«  "berty  Street 

San  Francisco,  CaL 

Hamilton.  Ont. 

Chicaco.   III.                                                         New  Vork  C"* 

Salem,  Ore. 

Houston,  Tex. 
Indianapolis,  Ind. 
Jackson,  Mich. 

W.  L.  DONALDSON                       N'  W:  PRINGLE 

„                                                                       G«nl.    riMcnriT  A«t. 
^£,N    Y     '                                               .4,  Liberty  Str~t 

Seattle,  Wash. 
St.  Joseph,  Mo. 
Sandusky,  O. 

Kalamazoo,  Mich. 

New  York  City 

Toledo,  O. 

Kansas  City,  Mo. 

F.  J.  WOULFE                                 C.  A.  BLOOD 

Tacoma,  Wash. 

Keokuk,  la. 

Aq«t.  Traffic  M«r.                                             Traffic   Manager 

Toronto,  Ont. 

Kenosha,  Wis. 

14*  Liberty  Street                                           141  Liberty  Street 

Terre  Haute,  Ind. 

Lansing,  Mich. 

New  York  City                                                   New  York  City 

Topeka,  Kan. 

|    Ludington,  Mich. 

Vancouver,  Wash. 

Louisville,  Ky. 

J.  A.  MIDDLETON 

Winona.  Wis. 

'    Los  Angeles.  Cal. 

Vlee-Preldent 
14S  Liberty  Street 

%r__    v__i.    r*i«_ 

Youngstown,  O. 
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provides:  "When  notice  has  been  sent  or  given  in  substantial 
compliance  with  the  requirements  as  specified  in  these  rules,'  the 
consignee  shall  not  thereafter  have  the  right  to  call  in  question 
the  sufficiency  of  such  notice  unless  within  forty-eight  hours 
(two  days)  from  7  a.  m.  following  the  day  on  which  notice  is 
sent  or  given,  he  shall  serve  upon  the  delivering  carrier  a  full 
written  statement  of  his  objections  to  the  sufficiency  of  such 
notice." 

It  is  true  that  section  B  of  rule  2  does  not  definitely  specify 
what  information  must  be  shown  on  the  notice  of  refused  or 
unclaimed  goods,  but  from  the  context  thereof  it  seems  evident 
that  such  notice  must  show  the  name  of  the  consignor  and  his 
address  and  the  station  at  which  the  freight  is  held. 

We  do  not  locate  an  opinion  of  the  Commission  with  respect 
to  what  constitutes  a  sufficient  notice  of  refused  or  unclaimed 
goods,  and  very  likely  the  Commission  would  say,  as  it  did  in 
Steinhardt  &  Kelly  vs.  Erie  R.  R.,  52  I.  C.  C.  304,  with  respect 
to  a  notice  of  arrival,  that  it  depends,  at  least  to  a,  certain  extent, 
upon  the  circumstances  surrounding  the  transaction  as  to 
whether  the  notice  was  sufficient. 

Express  Charges  on  Shipments  Lost  in  Transit 

Pennsylvania. — We  are  in  receipt  of  the  following  communi- 
cation, which  we  print  for  the  benefit  of  interested  parties: 

We  note  your  reply  to  New  York  on  page  452  of  The 
Traffic  World,  issued  February  25th  of  this  year,  pertaining  to 
the  inclusion  of  prepaid  charges  in  claims  filed  against  the. 
express  company.  We  have  filed  various  claims  with  the  express 
company  and  we  included  the  prepaid  charges  if  the  entire 
shipment  was  lost  and  proportioned  charges  if  only  part  of 
the  shipment  was  delivered  to  the  consignee.  The  express  com- 
pany has  not  questioned  this  feature;  our  claims  have  been  paid 
without  hesitation. 

If  the  express  company  is  willing  to  refund,  as  part  of  the 
damages,  the  prepaid  freight  charges  in  addition  to  the  released 
value  of  the  shipment,  this  action  on  its  part  very  satisfactorily 
disposes  of  'the  matter. " 

Liability  of  Carrier  for  Loss  or  Damage  After  Delivery  of  Car 
on    Industry  Track 

New  York. — Question:  In  your  answer  to  "Washington,"  on 
page  334  of  The  Traffic  World  of  February  11,  you  state  that,  in 
view  of  the  construction  placed  on  section  5  of  the  bill  of  lading 
by  the  Supreme  Court  in  the  Owen  case,  it  seems  reasonable 
to  believe  that  the  Supreme  Court  would  hold  as  to  cars  deliv- 
ered on  industry  tracks  that,  until  freight  has  been  removed,  the 
liability  of  the  carriers  as  such  continues  for  the  period  of 
48  hours'  free  time.  It  is  difficult  to  go  along  with  your  views 
in  this  matter,  for  according  to  your  views,  carriers  would  be 
held  liable  for  loss,  damage  or  injury  to  freight  in  a  car  after 
it  had  been  placed  within  the  confines  of  an  industrial  plant. 
For  example:  If  the  carrier  placed  a  car  of  tires  on  our  tracks 
and  it  is  discovered  after  the  car  has  been  placed,  and  within 
the  48-hour  period,  that  the  car  has  been  entered  and  robbed 
on  our  property,  the  carrier  would  be  liable. 

I  do  not  see  how  you  can  arrive  at  this  conclusion.  It  would 
be  holding  the  carrier  responsible  for  exercising  a  vigilance 
over  something  they  have  lost  control  of.  In  most  large  indus- 
tries where  there  are  private  side  tracks,  the  industrial  tracks 
where  material  is  loaded  and  unloaded  are  far  removed  from 
the  switch  connection  of  the  carrier,  and  the  grounds  of  the 
industry  are  inclosed  by  fences  and  no  outsiders  are  admitted 
exeept  on  passes.  Under  the  construction  you  are  placing,  the 
railroad  company  in  these  cases  would  have  to  apply  for  regular 
passes  for  their  employes  to  permit  of  their  keeping  watch  over 
shipments  on  the  industrial  tracks  until  the  48-hour  period  has 
expired. 

Will  you  kindly  give  consideration  to  these  facts  and  advise 
if  you  are  still  of  the  opinion  as  expressed  by  you? 

Answer:  As  we  read  it,  the  decision  of  the  Supreme  Court 
in  the  Owen  case  is  based  primarily  upon  the  wording  of  the 
bill  of  lading  which  provides  in  effect  as  to  property  "not  re- 
moved" from  the  car  within  48  hours,  the  liability  of  the  carrier, 
as  such,  will  continue  during  this  period  of  time,  and  it  was 
upon  this  that  our  statement  was  based.  It  is  true,  however, 
that  other  circumstances,  among  them  the  fact  that  the  car  has 
passed  from  the  control  of  the  carrier,  as  least  as  far  as  strictly 
private  tracks  are  concerned,  might  influence  the  decision  of 
the  court,  notwithstanding  the  wording  of  the  present  provision. 

Accord  and   Satisfaction 

Georgia. — Question:  A  shipment  of  Blue  Bird  Mull  was  re- 
ceived at  a  local  point  in  this  territory,  according  to  the  carrier's 
records,  on  July  31,  the  invoice  price  of  these  goods  being  $0.56. 
The  railroad,  however,  when  called  on,  was  unable  to  make 
delivery,  the  goods,  it  seems,  having  been  stolen,  and  they  agreed 
to  settle  the  claim  based  on  the  market  price  at  the  time  they 
claimed  shipment  arrived;  it  was,  however,  badly  delayed.  Con- 
signee asked  for  settlement  on  basis  of  the  invoice  price  plus 
the  freight;  they,  however,  did  accept  the  voucher  under  protest 
and  affidavit  has  been  made  to  this  effect,  and  we  are  just  won- 
dering what  chance  we  have  to  recover  the  difference. 


Answer:  Ordinarily,  where  there  is  nothing  more  than  a 
simple  payment,  the  acceptance  of  a  less  sum  of  money  in 
satisfaction  of  a  greater  sum  will  not  be  sufficient  to  sustain  a 
plea  of  accord  and  satisfaction,  but  where  the  creditor,  in  order 
to  avoid  suit  on  an  account,  the  result  of  which  he  is  doubtful 
agrees  to  receive  any  sum  in  full  satisfaction  of  the  amount 
claimed  to  be  due  on  the  account  and  the  debtor  pays  the  sum 
agreed  upon,  such  agreement  of  payment  will  completely  dis- 
charge the  debtor  from  liability.  In  other  words,  a  receipt  in 
full  operates  as  a  release,  especially  if  the  amount  of  the  debt 
is  doubtful  at  the  time  of  the  receipt,  or  where  the  creditor  was 
mistaken  regarding  the  amount  due,  or  failed  to  exercise  suffi- 
cient precaution  to  ascertain  the  amount  due.  Therefore,  if  the 
circumstances  surrounding  the  settlement  of  your  claim  were 
such  as  not  to  amount  to  an  accord  and  satisfaction,  it  may  be 
reopened  and  settled  upon  the  proper  basis. 

Conversion — Liability  of  Carrier  to  Party  to  Whom  Shipment 
Was  Wrongfully  Delivered 

Pennsylvania. — Question:  We  are  interested  in  obtaining 
some  information  as  to  carrier's  liability  in  case  of  incorrect 
delivery  of  two  cars  of  bituminous  coal,  shipped  to  us  in  error 
and  unloaded  by  us,  but  did  not  belong  to  us.  We  consumed  the 
coal  and  were  rendered  invoice  by  the  shipper  to  cover,  thereby 
suffering  loss  between  our  regular  contract  prices  and  the  price 
demanded  by  shipper  on  the  cars  consumed  under  this  trans- 
action. 

The  full  nature  of  the  conditions  are  as  follows:  Two  cars 
of  bituminous  coal  are  shipped  from  Pennsylvania  min.e,  by  cer- 
tain shipper  with  the  intention  that  they  should  be  forwarded 
to  a  certain  consignee  and  destination,  but,  through  some  mis- 
understanding on  part  of  scale  agent,  the  cars  were  billed  to  us 
at  our  unloading  point,  this  place.  When  cars  arrived  we  did 
not  have  a  shipper's  notice  of  shipment,  as  is  customary  to  re- 
ceive before  unloading  the  coal,  but,  due  to  the  fact  that  cars 
were  waybilled  to  us,  we  assumed  that  they  were  for  us  and 
they  were  accepted  as  being  ours  and  unloaded  by  our  yard 
crews.  It  was  later  discovered  by  railroad  company  that  the 
cars  did  not  belong  here  and  that,  through  error  of  their  em- 
ployes, the  cars  should  have  been  consigned  and  forwarded  to 
another  party  and  place. 

By  the  time  that  error  was  discovered,  we  had  consumed 
the  material  and  when  this  fact  was  learned  by  shipper,  we  were 
rendered  invoice  for  $3  per  NT.,  whereas  our  regular  contracts 
with  other  shippers  or  brokers  was  $2  per  NT.,  consequently 
our  loss  of  ?1  on  each  ton  used. 

Answer:  It  is  well  established  by  numerous  authorities 
that  it  constitutes  a  conversion  to  receive  property  from  one 
who  has  no  right  to  part  with  or  dispose  of  it,  and  thereafter 
to  use,  sell  or  exercise  dominion  over  it,  whether  with  knowl- 
edge of  the  owner's  rights  with  respect  to  such  property  or  in 
good  faith  without  any  notice  whatever  of  the  rights  of  the 
owner. 

In  using  the  coal  you  converted  the  same  and  are  liable  to 
the  owner  for  the  fair  and  reasonable  value  thereof.  It  is  pos- 
sible that  recovery  could  be  had  against  the  carrier  for  the 
difference  between  the  fair  and  reasonable  value  thereof  and 
the  price  you  could  secure  coal  for  under  your  contract,  but  we 
can  locate  no  case  so  holding.  The  fact  that  you  accepted  de- 
livery of  a  shipment  not  intended  for  you  should,  however,  be 
given  consideration. 

Liability   of  Carrier  for    Damages   for   Permitting    Unauthorized 
Inspection  of  Goods 

Kansas. — Question:  Recently  we  made  a  shipment  of  flour 
to  a  city  where  all  flour  that  is  delivered  by  a  certain  railroad 
running  into  that  town  goes  into  a  warehouse.  The  party  to 
whom  this  flour  was  billed  in  some  way  secured  a  sample  of 
the  flour  and,  after  examining  it,  rejected  the  shipment. 

We  notified  our  broker  that  the  shipment  was  rejected  and 
instructed  him  to  hold  the  flour  in  the  warehouse  until  he  had 
a  chance  to  sell  it  at  a  fair  price.  The  market  was  off  about 
40  cents  per  barrel  at  this  time.  After  holding  this  flour  for 
two  months  we  sold  at  a  price  we  thought  would  be  hard  to 
beat  in  the  future  and  filed  claim  for  the  difference  between  the 
price  we  received  and  the  price  we  originally  had  it  sold  for. 

The  car  was  billed  to  our  order  notify  consignee  with  nothing 
on  the  bill  of  lading  about  allowing  inspection.  The  freight 
claim  agent  of  the  delivering  carrier  declined  our  claim  because 
the  consignee  told  him  they  bought  flour  with  the  understanding 
that  they  were  to  inspect  it  before  taking  up  the  draft.  The 
other  reasons  as  per  copy  of  his  letter,  which  we  are  inclosing. 

You  will  note  that  the  freight  claim  agent  cites  us  two  court 
decisions,  Earnest  vs.  D.  L.  &  W..  134  N.  Y.  S.  322,  and  Model 
Milling  Co.  vs.  C.  C.  &  O.,  188  S.  W.  936,  which  have  absolutely 
nothing  to  do  with  our  claim,  as  they  are  entirely  different 
cases,  the  first  being  conversion  and  the  second,  refusal  to  give 
disposition.  If  you  know  of  any  cases  that  were  decided  in 
favor  of  the  shipper  by  the  courts  in  cases  similar  to  ours  kindly 
advise. 

Answer:  The  case  of  Earnest  vs.  D.  L.  &  W.,  134  N.  Y.  S. 
322,  and  the  other  cases  cited  therein,  merely  hold  that  a  carrier 
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Airplane  view  of  Galvetton  harbor  and  port  facilities,  showing  ilip  lyitem  of  dock*,  waterfront   track* 

and  other  transportation  advantages. 

GOOD  PORT  SERVICE 

We  have  long  claimed  that  Galveston  offered  the  best  kind 
of  port  service.  In  order  to  substantiate  our  claims  we  have 
printed  a  book  called 

"The  Port  of  Galveston" 

which  contains  historical  and  statistical  abstracts  on  the  Port,  tables  showing 
volume  of  business,  description  of  facilities  showing  warehouse  space,  details 
about  the  channel  and  harbor,  and  in  fact  everything  pertaining  to  our  Port 
and  its  commerce.  Cof>y 
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is  not  liable  in  conversion  for  the  value  of  goods  because  of 
an  unauthorized  inspection. 

It  might  be,  if  the  carrier  is  sued  for  breach  of  its  contract 
not  to  allow  inspection,  that  damages  resulting  from  the  rejec- 
tion of  the  goods,  such  as  suffered  by  you,  could  be  recovered, 
but  we  do  not  locale  any  case  so  holding. 

The  fact  that  the  right  of  inspection  is  authorized  by  stat- 
ute in  some  states  and  therefore  the  bill  of  lading  provision  is 
not  binding  should,  however,  be  taken  into  consideration.  See 
Model  Mill  Co.  vs.  C.  C.  &  O.  Ry.  Co.,  188  S.  W.  936. 

ESCANABA  &  LAKE  SUPERIOR  ABANDONMENT 
The  Escanaba  &  Lake  Superior  Railroad  Co.  has  applied  to 
the  Commission  for  authority  to  abandon  6.1  miles  of  its  North- 
land branch  in  Marquette  and  Dickinson  counties,  Michigan,  be- 
cause the  timber  in  the  adjacent  territory  has  been  exhausted 
and  there  is  no  further  business  to  be  handled. 


N.  Y.  C.  &  ST.  L.  EQUIPMENT  CERTIFICATES 
The  New  York,  Chicago,  &  St.  Louis  Railroad  Co.  in  an 
application  filed  with  the  Commission,  has  asked  authority  to 
assume  obligation  and  liability  in  respect  of  not  exceeding 
$360,000  of  5%  per  cent  equipment  trust  certificates  to  be  dated 
May  1,  1922,  and  due  May  1,  1932.  The  proceeds  rrom  the  sale 
of  the  securities  will  be  applied  on  the  cost  of  300  composite 
stock  cars.  The  company  says  that  it  owns  no  stock  cars  and 
ihat  its  115  leased  cars  are  insufficient  for  its  needs.  To 
avoid  the  use  of  foreign  cars  and  per  diem  expense  and  to 
enable  it  to  serve  the  public  adequately,  the  company  says  it 
requires  the  additional  cars.  The  total  cost  of  the  cars  is 
estimated  at  $454,000.  It  is  proposed  to  sell  the  certificates  at 
96%  to  Dillon,  Read  &  Co. 


LOAN   TO  ,D.  &   S.    L.   DENIED 

An  application  of  the  receivers  of  the  Denver  &  Salt  Lake 
for  a  loan  of  $6,500,000  has  been  denied  by  the  Commission  be- 
cause the  prospective  earning  power  of  the  company  and  the 
character  of  the-  security  offered  for  the  loan  were  not  such  in 
the  Commission's  opinion  to  justify  the  making  of  the  loan. 


LOAN   TO   N.   H.  &  H. 

The  Commission  has  approved  a  loan  of  $2,758,000  to  the 
New  York,  New  Haven  &  Hartford  to  make  a  cash  payment  of 
10  per  cent  on  its  "European  loan"  debentures.  The  Commis- 
sion had  previously  authorized  the  carrier  to  extend  the  maturity 
date  of  the  loan  to  April  1,  1925.  The  company  originally  ap- 
plied for  a  loan  of  $31,324,000  to  pay  off  the  loan  and  to  make 
additions  and  betterments  costing  about  $3,000,000.  Later  it 
asked  for  authority  to  take  care  of  the  loan  by  extending  the 
maturity  date  and  increasing  the  interest  rate  from  4  to  7  per 
cent  and  making  a  10  per  cent  payment.  The  Commission  de- 
ferred consideration  of  that  part  of  the  application  asking  a  loan 
for  additions  and  betterments. 


COAL   PRODUCTION    REPORT 

"Production  of  soft  coal  continues  to  increase  slowly,"  the 
Geological  Survey  says  in  its  current  coal  report.  "The  total 
output  in  the  week  ended  March  4,  including  lignite  and  coal 
coked,  is  estimated  at  10,536,000  net  tons,  an  increase  of  162,000 
tons  of  1.6  per  cent  over  the  week  preceding. 

"The  following  statement,  furnished  by  the  American  Rail1 
way  Association,  shows  the  number  of  cars  of  soft  coal  loaded 
daily:  Monday,  February  27,  34,719;  Tuesday,  February  28, 
34,169;  Wednesday,  March  1,  31,596;  Thursday,  March  2,  32,418; 
Friday,  March  3,  34,630;  Saturday,  March  4,  28,502. 

"Preliminary  telegraphic  returns  indicate  that  on  Monday 
and  Tuesday  of  the  present  week  (March  6-11)  loadings  were 
35,700  and  34,800  cars,  respectively.  The  total  for  the  two  days — 
70,500  cars — exceeded  that  on  the  corresponding  days  c  f  the 
week  preceding  by  about  1,600  cars,  indicating  a  further  increase 
in  production. 

"The  chief  element  in  the  recent  recovery  in  business  at 
Hampton  Roads  is  now  seen  to  be  the  coastwise  movement  to 
New  England.  For  two  weeks  in  succession  cargo  shipments 
consigned  to  New  England  have  exceeded  a  quarter  of  a  million 
net  tons.  The  total  quantity  handled  over  Hampton  Roads  piers 
in  the  week  ended  March  4  is  reported  at  374,093  tons,  practically 
the  same  figure  as  in  the  week  preceding. 

"Exports  from  this,  the  country's  chief  coal  port,  were  45,- 
088  tons  in  the  week  of  March  4.  In  comparison  with  the  export 
movement  last  June  when  as  much  as  350,000  tons  were  shipped 
abroad  in  a  single  week,  the  present  foreign  business  appears 
small  indeed. 

"After  declining  steadily  for  three  months,  tidewater -busi- 
ness improved  somewhat  in  February.  Final  reports  for  the 
month  show  that  2,625,000  net  tons  were  dumped,  as  against 
2,325,000  tons  in  January.  Increased  cargoes  consigned  to  New 
England,  which  totaled  1,017,000  tons,  accounted  for  nearly  half 
of  the  increase.  The  quantity  exported  was  191,000  tons,  an  In- 
crease over  January  of  50,000  tons.  At  the  present  rate,  exports 


in  1922  would  be  but  25  per  cent  of  those  in  1921,  and  only  10 
per  cent  of  the  1920  record.  The  tonnage  dumped  for  foreign 
bunkers  and  other  purposes  increased  somewhat." 


Digest  of  New  Complaints 


No.  13296,   Sub.   No.  2.     Lehigh  Portland  Cement  Co.,  Allentown,   Pa., 
vs.  Director  General,  as  agent. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
cement  from  West  Coplay  and  Chapman.  Pa.,  to  St.  Augustine, 
Fla.  Asks  reparation. 

No.  13550.     Sioux  City  Gas  and  Electric  Co.  et  al.,  Sioux  City,  la.,  vs. 
Santa  Fe  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  fuel  oil, 
gas  oil  and  crude  oil  from  points  in  Arkansas,  Kansas,  Missouri 
and  Oklahoma  to  Sioux  City,  la.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.  13551.    J.  D.  Hollingshead  Co.,  Chicago,  111.,  vs.  New  York  Central. 
Unjust,  unreasonable  and  unlawful  rates  on  bundles  of  heading 
from  Pelham,  Ala.,  to  Solvay,  X.  Y.,  and  reconsigned  to  Syracuse, 
N.  Y.     Asks  reparation. 

No.   13552.     Empire  Refineries,  Inc.,  et  al.,  Tulsa,  Okla.,  vs.  Santa  Fe 
et  al. 

Unjust  and  unreasonable  rates  on  gas  oil  from  various  refining 
points  in  Kansas  and  Oklahoma  to  Lincoln,  Neb.  Asks  reparation. 

No.   13553.     Empire  Refineries,  Inc.,  et  al.,  Tulsa,  Okla.,  vs.  Santa  Fe 
et  al. 

Unjust  and  unreasonable  rates  on  gas  oil  and  fuel  oil  from 
various  refining  points  in  Kansas  and  Oklahoma  to  Fremont,  Neb. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 
tion. 

No.   13554.     J.   C.   Sewell  &  Co.,   Nampa,   Idaho,   vs.   Director  General, 
as  agent. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates, 
as  well  as  in  violation  of  fourth  section,  on  beans  from  Wendell, 
Idaho,  to  Fort  Worth,  Tex.  Asks  reparation. 

No.  13555.    W.  L.  Moody  Cotton  Co.,  Inc.,  Galveston,  Tex.,  vs.  Director 
General,  as  agent,  I.  &  G.  N.  et  al. 

Unjust  and  unreasonable  rates  on  uncompressed  cotton  from 
Fouke,  Ark.,  to  Galveston,  Tex.  Asks  reparation. 

No.  13556.    C.  E.  Grosjean,  doing  business  as  C.  E.  Grosjean  Rice  Mill- 
ing Co.,  San  Francisco,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  rate  of  80c  on  rice  flour  from  Seattle, 
Wash.,  to  New  Orleans,  La.,  to  extent  it  exceeded  72%c.  Asks 
reparation. 

No.  13557.     The  Parkersburg  Rig  and  Reel  Co.,  Parkersburg,  W.  Va., 
vs.  Director  General,  as  agent,  B.  &  O.  et  al. 

Unjust  and  unreasonable  rates  on  wood  cants  and  pins  from 
Parkersburg,  W.  Va.,  to  Ranger,  Tex.,  diverted  to  Strawn  before 
reaching  Ranger  and  later  sent  to  Ranger.  Asks  reparation. 

No.  13558.    John  A.  Hunt  &  Co.,  New  Orleans,  La.,  vs.  Fort  Worth  & 
Rio  Grande  et  al. 

Excessive,  unjust  and  unreasonable  rates  on  wrought  iron  pipe 
from  Ranger  and  Jakehamon,  Tex.,  to  New  Orleans  for  export. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.    13559.     National   Coffee   Co.   et   al.,   Fort   Worth,    Tex.,   vs.    Gulf, 
Colorado  &  Santa  Fe  et  al. 

Excessive,  unjust  and  unreasonable  rates  on  green  coffee  from 
New  York,  N.  Y.,  to  Dallas,  Denison  and  Fort  Worth,  Tex.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.   13560.     Acme  Coffee   Co.   et  al..  Fort  Worth,  Tex.,   vs.   Beaumont, 
Sour  Lake  &  Western  et  al. 

Excessive,  unjust  and  unreasonable  rates  on  green  coffee  from 
New  Orleans,  Galveston  and  Houston  to  Dallas.  Denson  and  Fort 
Worth,  Tex.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.  13561.     Western  Petroleum  Refiners'  Assn.  vs.  C.  Bl  &  Q.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  petroleum  oil  and  products  thereof  from  points  in 
Missouri,  Arkansas,  Kansas,  Oklahoma,  Louisiana  and  Texas  to 
points  in  Arizona  and  Mexico.  Asks  cease  and  desist  order  and 
just  and  reasonable  rates. 

No.  13562.     Indiana  Quartered  Oak  Co.,  New  York,  N.  Y.,  vs.  Atlantic 
City  R.  R.  Co.  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  Philippine  mahogany  between  New  York  City  and  various 
interstate  destinations.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  13563.  Western  Petroleum  Refiners'  Assn.  vs.  C.  R.  I.  &  P.  et  al 
Unjust  and  unreasonable  reconsignment  rules  conforming  to 
I.  C.  C.  Fifteenth  Section  Order  No.  499,  dated  March  26,  1918, 
applied  to  shipments  of  petroleum  and  its  products;  also  results 
in  unjust  discrimination.  Asks  cease  and  desist  order  and  a  rule 
permitting  the  reconsignment  of  petroleum  and  petroleum  prod- 
ucts in  carload  commodities  after  placement  upon  the  consignee's 
private  track  upon  the  basis  of  the  through  rate  from  the  point 
of  origin  of  the  shipment  to  the  ultimate  destination. 

No.  13564.    Western  Petroleum  Refiners'  Assn.  vs.  St.  Louis-San  Fran- 
cisco et  al. 

Unjust  and  unreasonable  Rule  35  of  Consolidated  Classification 
No.  2,  I.  C.  C.  No.  15,  issued  by  Agent  R.  C.  Fyfe,  relating  to  the 
weight  of  petroleum  and  petroleum  products  when  loaded  in  tank 
cars.  Asks  cease  and  desist  order  and  rule  as  to  estimated  weight 
of  petroleum  products,  when  shipped  in  tank  cars  loaded  by  the 
shippers,  upon  a  basis  of  such  products  loaded  at  a  temperature  of 
60  degrees  Fahrenheit. 

No.  13565.     Maricopa  County  Highway  Commission,  Phoenix,  Ariz.,  vs 
Arizona  Eastern  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudicial  rates  on  cement  from  Crestmore,  'Calif,  to 
Arizona  points.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.   13566.     Central   Pennsylvania  Lumber  Co.,   Williamsport,   Pa     vs 
Director  General,  as  agent,  Susquehanna  &  New  York  et  al 

Unjust  and  unreasonable  rate  on  lumber  from  Masten  to  York 
Pa.  Asks  reparation. 

No.  13567.     The  Buffalo  Slag  Co.,  Buffalo,  N.  Y.,  vs.  Director  General 
as  agent. 

Unjust  and  unreasonable  rate  on  crushed  slag  from  Black  Rock 
N.  Y.,  to  Canoe  Camp  and  Covington,  Pa.  Asks  reparation 

No.    13572.      United    States    Coal    and   Coke   Co.,    Pittsburgh,    Pa      vs 
Director  General,  as  agent,  L.  &  N. 

Unjust  and  unreasonable  rates  on  refuse  slate  and  dirt  from 
Lynch.  Ky.,  to  Drew,  Ky.  Asks  reparation. 
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, ALABAMA 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola    and    Gulfport   to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular   Service,    United   States  Shipping   Board  A-l    Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER.  M.n.,.r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  M.n.z.r 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 


CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  W«»t  Adam*  Street 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new. 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

March  20 — Argument  at  Washington,  D.  C.: 

2357 — Ogden  Packing  and  Provision  Co.  vs.  D.  &  R.  G.  et  al. 
12741 — Nevada  Packing  Co.  vs.  Sou.  Pac.  et  al. 
March  20 — Washington,  D.  C. — Examiner  Kephart: 
5504 — The  Cotton  Manufacturers'  Assn.  of  South  Carolina  vs.  C.  C.  & 
O.  Ry.  of  S.  C.  et  al.     (Reasonableness  of  rates  via  Va.  &  S.  W. 
R.  R.) 

March  20 — Washington,  D.  C.— Examiner  Bartel: 
13421 — In  the  matter  of  rates  on  bunker  coal. 

Portions  of  fourth  section  apps.  703  of  A.  C.  L.  R.  R. ;  1479  of  C.  C. 
&  O.  Ry.;  1760  of  C.  &  O.  Ry.;  1548  of  Sou.  Ry.;  and  1573  of  S.  A. 
L.  Ry.,  and  others  involving  rates  on  bunker  coal. 
March  20 — Chicago,  III. — Examiner  Money: 

13028 — George  Green  Lumber  Co.  et  al.  vs.  Ann  Arbor  R.  R.  et  al. 
March  20— Toledo,  O.— Examiner  Gerry: 

13328— The  Seneca  Wire  and  Mfg.  Co.  vs.  L.  E.  &  W.  R.  R.  et  al. 
March  20 — Buffalo,  N.  Y. — Examiner  H.  J.  Wagner: 
13367 — The  Board  of  Commerce,  Inc.,  of  Lockport,   N.  Y.,  vs.  N.  Y. 

C.  et  al. 
March  20 — Tacoma,  Wash. — Examiner  Hillyer: 

13344 — Stone-Fisher  Co.  vs.  Director  General,  C.  M.  &  St.  P. 
*  I.  and   S.  1504 — Elimination  of  transit  privileges  on  breakfast  foods 

at  points  in  Oregon,  Washington  and  Idaho. 
March  20 — Washington,  D.  C. — Examiner  Eshelman: 
Valuation    Docket   51 — In   re  valuation   of  property  of  Evansville   & 

Indianapolis  R.  R. 

March  20 — St.  Louis,  Mo. — Examiner  W.  H.  Wagner: 
13217 — Illinois  Glass  Co.  vs.  Director  General,  111.  Term.  R.  R. 
13155 — Roman  &  Bush  Pig  Iron  and  Coke  Co.  vs.  Director  General, 

W.  Md.  Ry.  et  al.  ( 

March  21 — St.  Louis,  Mo. — Examiner  W.  H.  Wagner: 
»  12584 — Indiahoma  Rfg.  Co.  vs.  Director  General,  C.  &  A.  et  al. 
March  21 — Chicago,  111.— Examiner  Hosmer: 

12071— Adriatic  Mining  CQ.  et  al.  vs.  C.  &  N.  W.  Ry.  Co.  et  al. 
March  21 — Argument  at  Washington,  D.  C.: 

12412 — Texas  Steel  Co.  (R.  S.  Collin  and  W.  H.  Lantz,  receivers)  vs. 

Director  General,  C.  R.  I.  &  P.  et  al. 
12412  (Sub.  No.  1)— Texas  Steel  Co.   (R.  S.  Collin  and  W.  H.  Lantz, 

receivers)  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 
11889 — Port  Arthur  Chamber  of  Commerce  and  Shipping  vs.  Texar- 

kana  &  Ft.   Smith  Ry.  et  al. 

Finance  Docket  1489 — In  re  application  of  Redmond  D.  Stephens,  co- 
receiver,   for  permission   to  abandon  the  Indiana  coal  railway  di- 
vision of  the  C.  &  E.  I.  R.  R.  Co. 
March  21 — New  Orleans,  La. — Examiner  Eddy: 
13290 — Secretary  of  War,   operating  Mississippi-Warrior  Service,  vs. 

Aberdeen  &  Rockfish  et  al. 
March  21 — Chicago,  111.— Examiner  Money: 

13283 — General  Gas  Light  Co.  vs.  Ala.  Gt.  Sou.  R.  R.  et  al. 
March  21 — Detroit,  Mich. — Examiner  Gerry: 

13252 — St.  Clair  Brick  Co.  vs.  Director  General,  Grand  Trunk  West- 
ern Ry.  et  al. 

13243 — Wabash  Portland  Cement  Co.  vs.  Ann  Arbor  R.  R.  et  al. 
13289 — Mark  McFadden  vs.  Director  General. 
13289  (Sub.  No.  1) — R.  L.  Aylward  vs.  Director  General. 
13289  (Sub.  No.  2) — Mark  McFadden  vs.  Director  General. 
13289  (Sub.  No.  3)— West  Side  Coal  Co.  vs.  Director  General. 
13289  (SOb.  No.  4) — Schmied  Coal  and  Lumber  Co.  vs.  Director  Gen- 
eral. 

13289  (Sub.  No.  5) — West  Side  Coal  Co.  vs.  Director  General. 
13289  (Sub.  No.  6) — A.  L.  Aylward  vs.  Director  General. 
13289  (Sub.  No.  7) — A.  L.  Aylward  vs.  Director  General. 
13289  (Sub.  No.  8) — Union  Coal  Co.  vs.  Director  General. 
13289  (Sub.  No.  9) — Mark  McFadden  vs.  Director  General. 
13289  (Sub.  No.  10)— F.  E.  Burdette  Coal  Co.  vs.  Director  General. 
March  22 — Argument  at  Washington,  D.  C.: 

117 — Magnolia  Provision  Co.  vs.  Director  General,  A.  C.  L.  et  al. 
11495 — Magnolia  Provision  Co.  et  al.  vs.  Abilene  &  Southern  et  al. 
12880— Dean  Mill  Co.  vs.  Mo.  Pac.  et  al. 

12409-^H.  W.  Garrow  &  Co.  et  al.  vs.  Director-General,  G.  H.  &  S.  A. 
et  al. 

March  22— Ft.  Worth,  Tex.— Examiner  Shanafelt: 

I.  and  S.  1491 — Refined  petroleum  from  Oklahoma  to  southern  Illinois. 
March  22 — New  Orleans,  La. — Examiner  Eddy: 

3299 — New  Orleans  Refining  Co.,  Inc.,  vs.  A.  T.  &  S.  F.  et  al. 
13336 — Neal  Veneer  Co.  vs.  Marianna  &  Blountstown  R.  R.  et  al. 
March  22 — Portland,  Ore. — Examiner  Hillyer: 
13085 — Sullivan  Lumber  Co.  vs.  Director  General. 
13199 — West  Coast  Lumbermen's  Assn.   et  al.   vs.   Director  General, 

S'ou.  Pac.  Co.  et  al. 
13211 — West  Coast  Lumbermen's  Assn.  et  al.  vs.  Abilene  &  Southern 

et  al. 

March  22 — Chicago,  III. — Examiner  Money: 

I.  and  S.  1490 — Grain  from  111.  Cent.  R.  R.  Illinois  points  to  New  Or- 
leans, La.,  for  export. 

March  23 — Ft.  Worth,  Tex. — Examiner  Shanafelt: 
I.  and  S.  1502 — Brick  from  Texas  producing  points  to  interstate  des- 
tinations. 

March  23 — Argument  at  Washington,  D.  C.: 

12419 — National  Rolling  Mill  Co.  vs.  Director  General,  B.  &  O.  et  al. 
12553 — Indiana  Board  and  Filler  Co.  vs.  Director  General  and  B.  &  O. 
12553  (Sub.  No.  1) — Indiana  Board  and  Filler  Co.  vs.  Director  General 

and  B.  &  O. 
12654— Terre  Haute.  Indianapolis  &  Eastern  Traction  Co.  vs.-  Director 

General.  C.  C.  C.  &  St.  L.  et  al. 

12454— Cannelton  Sewer  Pipe  Co.  vs.  Director-General  and  Sou.  Ry. 
12454    (Sub.    No.    1) — Huntinglmrg   Pressed   Brick    Co.   vs.    Director- 
General  and  Sou.  Ry. 

2454  (Sub.  No.  2) — U.  S.  Hame  Co.  vs.  Director-General  and  Sou.  Ry. 
12524 — Indiana  Cotton  Mills  vs.  Director-General  and  Sou.  Ry. 
12524  (Sub.  No.  1)— John  Obrecht  Sons'  Mfg.  Co.  vs.  Director-General 
and  Sou.  Ry. 


12524  (Sub.  No.  2) — Tell  City  Woolen  Mills  vs.  Director- General  and 
Sou.  Ry. 

12524  (Sub.  No.  3) — U.  S.  Brick  Co.  vs.  Director-General  and  Sou.  Ry. 

12524  (Sub.  No.  4) — Tell  City  Furniture  Co.  vs.  Director-General  and 
Sou.  Ry. 

12524  (Sub.  No.  5) — Knott  Mfg.  Co.  vs.  Director- General  and  Sou.  Ry. 

12524  (Sub.  No.  6)— Tell  City  Flouring  Mills  vs.  Director-General  and 
Sou.  Ry. 

12524  (Sub.  No.  7)— Tell  City  Water  &  Light  Co.  vs.  Director-General 
and  Sou.  Ry. 

Fourth  Sections  App.  12099  of  P.  R.  R. 
March  23 — Battle  Creek,  Mich. — Examiner  Gerry: 

13204 — Kellogg  Toasted  Corn  Flake  Co.  vs.  Ann  Arbor  et  al. 
March  24 — Boston,  Mass. — Examiner  H.  J.  Wagner: 

13408 — The  Atwood-Crawford  Co.  vs.  Boston  &  Maine  et  al. 
March  24 — Kansas  City,  Mo. — Examiner  W.  H.  Wagner: 

I.   and   S.    1493 — Interchange   switching   charges  at   Missouri    Pacific 

R.  R.  stations  in  Kansas  and  Missouri. 
March  24 — Argument  at  Washington,  D.  C. : 

12489— Refinite  Co.  vs.  Director  General  and  C.  B.  &  Q. 

12494 — Skinner  Mfg.  Co.  vs.  Director-General,  C.  B.  &  Q.  et  al. 

12460 — The  Oklahoma  National  Live  Stock  Exchange  et  al.  vs.   Di- 
rector-General, Abilene  &  Southern  et  al. 

12757 — Texas  Live  Stock  Shippers'  Protective  League  et  al.   vs.   Di- 
rector-General and  Southwestern  Ry.  Co.  of  Texas. 
March  24 — Chicago,  111. — Examiner  Disque: 

12929 —Interstate  rates  of  grain,  grain  products  and  hay,  in  carloads, 
between  points  in  the  Western  and  Mountain  Pacific  groups. 

11703 — In  the  matter  of  intrastate  rates  within  the  state  of  Illinois. 

(Petition  of  Illinois  Commerce  Commision.) 
March  25 — Argument  at  Washington,  D.  C.: 

12400  (Sub.   No.  1)— J.  Hungerford  Smith  Grape  Juice  Co.   vs.  A.  G. 
S.,  Director-General,  et  al. 

12600 — The  Welch  Grape  Juice  Co.  vs.  A.  C.  L.,  Director-eneral,  et  al. 

12483 — J.  Hungerford  Smith  Grape  Juice  Co.  vs.  A.  T.  &  S.  F.,  Di- 
rector-General, et  al. 

12583 — Morris  &  Co.  vs.  Director-General,  Mo.  Pac.,  et  al. 
March  25 — Houston,  Tex. — Examiner  Shanafelt: 

6606 — Southern  Pacific  Co.'s  ownership  of  Atlantic  S.  S.  Lines. 

March  25— Omaha,  Neb.— Examiner  W.  H.  Wagner: 
I.  and  S.  1480 — Transit  privileges  on  grain  at  Schuyler,  Neb. 

March  25 — San  Antonio,  Tex. — Examiner  Mackley: 

8418 — Railroad   Commission   of   Louisiana   vs.   Aransas   Harbor   Ter- 
minal et  al. 

3918— Railroad  Commission  of  Louisiana  vs.  S't.  L.  S.  W.  et  al. 

8920 — Railroad   Commission   of  Louisiana  vs.   S't.   L.   S.   F.  &  T.   Ry. 
et  al. 

I.  and  S.  710 — Eastern  Texas  class  rates. 

1.  and  S.  729 — Class  rates  to  Shreveport,  La. 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
(Refined    petroleum    and    commodities    taking    same    rates    from 
Somerset  to  San  Antonio,  Tex.) 
March  25 — Boston,  Mass. — Examiner  H.  J.  Wagner: 

13208 — Boston  Wool  Trade  Assn.  vs.  Director  General. 

13318 — Boston  Wool  Trade  Assn.  vs.  Director  General. 
March  27 — Washington,  D.  C. — Examiner  Kephart: 

12959 — The  Coit-Alber  Chautauqua  Co.  et  al.  vs.  Albany  &  Susque- 
hanna  et  al. 

March  27 — Galveston,  Tex. — Examiner  Mackley: 
12798 — Galveston  Commercial  Association  vs.  G.  H.  &  S.  A. 
I.  and  S.  1461 — Cottonseed  products  from  Texas  to  New  Orleans,  La., 

and  sub-ports  for  export. 
Fourth  Section  Apps.  11516  and  11582  of  A.  C.  Fonda  (in  connection 

with  No.  12798). 
March  27— Argument  at  Washington,  D.  C.: 

3065 — Pittsburgh  Steel  Co.  vs.  Director  General,  Pa.  R.  R.,  et  al. 
12607 — Homestead  Valve  Mfg.  Co.  vs.  Director  General,  P.  &  L    E 

et  al. 
12917— Central  Iron  &  Steel  Co.  vs.  Director-General. 

March  27 — Omaha.  Neb.— Examiner  W.  H.  Wagner: 

I.  and  S.  1482 — Berries  and  fruit  from  Arkansas,  Louisiana  and  Texas 

to  Grand  Island  and  Hastings,  Neb. 
March  27 — Wausau.  Wis. — Examiner  Gerry: 

13341 — Brown  Land  and  Lumber  Co.  vs.  C.  &  N.  W. 
March  27 — San  Francisco,  Calif. — Examiner  Hillyer: 

,   and   S.   1478 — Routing  restrictions  on   lumber  from   California   and 

Nevada  to  Colorado  destinations. 
March  27 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

4662 — Legality  of  express  franks — In  the  matter  of  the  issuance  and 

use  of  passes,  franks  and  free  passenger  service. 
March  27 — Chicago.  111. — Examiner  Disque: 

I.   and   S.   1501 — Sugar  from   Colorado,   Utah,   etc.,   to   Illinois    Iowa 

Minnesota,  Michigan  and  Wisconsin  stations. 
March  28 — Argument  at  Washington,  D.  C. : 

12732 — Helena  Traffic  Bureau  et  al.  vs.  Director-General  and  Mo  Pac 

12732    (Sub.    No.   1)— Buckeye   Veneer  Co.   vs.    Director-General   and 
Mo.  Pac. 

12923 — -Pioneer  Lumber  Co.  et  al.  vs.  Director- General  and  Nor    Pac 

13021   (and  Sub.   No.  1)— The  Wyoming  Sugar  Co.  vs.  Director-Gen- 
eral and  C.  B.  &  Q. 
March  28 — Birmingham,  Ala. — Examiner  Eddy: 

13312 — Birmingham  Commission  Co.  vs.  Director  General  and  I.  C. 
March  28 — Houston,  Tex. — Examiner  Shanafelt: 

12897 — Eastern  Texas  Electric  Co.  vs.   Director  General,  T.  &  N    O 

et  al. 
March  28 — San  Francisco.  Calif. — Examiner  Hitlver: 

13351— Rolph  Mills  &  Co.  vs.  Director  General". 

13373 — Rolph  Mills  &  Co.  vs.  Director  General. 
March  29 — New  York,  N.  Y. — Examiner  H.  J.  Wagner- 

12827 — Republic  of  France  vs.  M.  K.  &  T.  et  al. 

12829 — Republic  of  France  vs.  Indiana  Harbor  Belt  et  al. 
March  29 — Washington,  D.  C. — Examiner  Kephart- 

13325 — American  Trona  Corp.  vs.  A.  T.  &  S.  F.  et  al. 

13280 — American  Trona  Corp.  vs.  Sou.  Pac.  et  al. 
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Decision  in  Rate  Case 


Announcement  of  the  Commission 
will  likely  follow  within  thirty  days  of 
close  of  the  General  Rate  Inquiry. 

It  will  remove  uncertainty  as  to  the 
future  rate  situation  and  enable  buyers 
and  sellers  to  compute  buying  and  sell- 
ing costs. 

Disordered  relationships,  undue  and 
unfair  disadvantages  to  some,  with 
corresponding  advantages  to  others, 
may  result. 

In  whatever  contingency  that  may 
arise  we  are  well  equipped  to  assist  in 
the  correction  of  any  maladjustment. 
We  prepare  rate  and  statistical  analyses, 
surveys,  comparisons,  digests  of  de- 
cisions, etc. 


The   Traffic     Service    Corporation 

Special  Service  Department 
505  Colorado  Building  WASHINGTON,  D.  C. 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular   Direct   Freight  Service  Without  Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dairen 

SS  WEST  KADER  ----  Ma.  27  SS  EASTERN  SAILOR  .  .  M.y  8 
SS  LAS  VEGAS  .....  April  17  SS  PAWLET  ......  May  29 

Shanghai,  Manila  and  Hongkong 

SS  WEST  KEATS  ....  April  17 

SS  VTNITA  ........  M.y  17 

SS  WEST  CAYOTE   ...  June  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 
•  Yangtze  River  Port* 

For  information  regarding  Space.  Rates,  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC,  »  ""tf.wTock  Clty 
UNITED  AMERICAN  LINES,  INC,  ***  ^^J^Ul  s"~t> 
R.  T.  JOHNS  &  COMPANTUNC,  c~u 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


You  Don't  Need  to  Guess  at 

TODAY'S  FREIGHT  RATES 

or  next  month's  either  for  that  matter, 
if  guessing  is  not  satisfactory  for  the 
information  now  regularly  carried  in 

THE  TRAFFIC  BULLETIN 

will  enable  you  to  know  them. 

Samples  and  full  information  free  on  request 

THE  TRAFFIC  SERVICE  CORPORATION 

418  South  Market  Street  CHICAGO 
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March  29 — Argument  at  Washington,  D.  C.: 
12882 — Moore  &  Moore.  Inc.,  vs.  Director-General. 
12930 — Carney  Cement  Co.  vs.  Director-General,  C.  St.  P.,  M.  &  O. 
12317 — Lackawanna  Steel  Co.  vs.  Director-General. 
12373 — Kneeland-Bigelow   Co.   et  al.   vs.   Director-General  and  Mich. 

Cent. 

March  29 — Chicago,  111. — Examiner  Money: 
12701,  12702,  12704,  12710,  12824 — The  Atlas  Portland  Cement  Co.  vs. 

C.  B.  &  Q.  et  al. 
12704  (Sub.   No.  1)— lola  Cement  Mills  Traffic  Assn.  et  al.  vs.  C.  B. 

&  Q.  et  al. 

12704  (Sub.  No.  2)— Lehigh  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12704  (Sub.   No.  3)— Oklahoma  Portland  Cement  Co.  vs.  C.  B.  &  Q. 

et  al. 

12871 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
13387— Missouri  Portland  Cement  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
March  29 — Minneapolis,  Minn. — Examiner  Gerry: 

13206 — Minneapolis  Gas  Light  Co.  et  al.  vs.  Director  General. 
March  29 — San  Francisco,  Calif. — Examiner  Hillyer: 
13354 — Caldwell  Shipping  Co.  vs.  Director  General. 
13332 — Getz  Bros.  &  Co.,  Inc.,  vs.  Director  General. 
March  29 — Kansas  City,  Mo.— Examiner  Wagner: 

I.  and  S.  1483  and  first  and  second  sup.   orders — Horses   and   mules 
from  Kansas  City,  Mo.,  and  Wichita,  Kan.,  to  New  Orleans,   La., 
Memphis,  Tenn.,  and  other  points. 
March  30 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 
12978 — The  Quaker  Oats   Co.   vs.   Director  General,   Can.   Natl.    Rys. 

et  al. 

13384 — Greene  Cananea  Copper  Co.  vs.  C.  R.  I.  &  P.  et  al. 
March  30 — Kansas  City,  Mo. — Examiner  W.  H.  Wagner: 
13523— Board  of  Trade  of  Kansas  City,  Mo.,  et  al.  vs.  A,  T.  &  S.  F. 

et  al. 
March  30 — Minneapolis,  Minn. — Examiner  Gerry: 

13263 — Washburn-Crosby  Co.  vs.  Director  General. 
March  30 — San  Francisco,  Calif. — Examiner  Hillyer: 
13352— W.  P.  Fuller  &  Co.  vs.  Sou.  Pac.  Co. 

13424 — Tulare  Mining  Co.  vs.  Director  General,   Sou.   Pac.   Co. 
March  30 — Argument  at  Washington,  D.  C.: 
*  I.  and  S.  1425— Reduced  rates  on  coal  to  Kansas  City,  Mo. 
March  31 — Now  York,  N.  Y. — Examiner  H.  J.  Wagner: 
13357 — The  Barrett  Co.  vs.  Director  General,  Erie  et  al. 
13400— The  American  Agricultural   Chemical   Co.   et  al.   vs.   Director 

General. 
March  31 — San  Franciscfo,   Calif. — Examiner  Hillyer: 

Ex    Parte  73 — In   re   Section   3   of  the   Interstate  Commerce  Act,   as 
amended  by  Section  405  of  the  Transportation  Act,  1920.     (Hearing 
solely  upon  question  of  propriety  and  lawfulness  of  extension  re- 
quested by  McCloud  River  R.  R.) 
13376 — Gra'yson  Owen  Co.  vs.  Sou.  Pac.  Co.  et  al. 
March  31 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1416 — Storage  in  transit  rules  at  Minnesota  Transfer  on  im- 
port traffic  from  Pacific  coast  ports. 
March  31 — Little  Rock,  Ark. — Examiner  Shanafelt: 
13308 — L'Anguille  River  Ry.  et  al.  vs.  I.  C.  et  al. 
March  31 — Atlanta,  Ga. — Examiner  Eddy: 
13385 — International  Agricultural  Corp.  vs.  Director  General. 
12960— Portsmouth  Cotton  Oil  Refining  Corp.  vs.  N.  Y.  P.  &  N.  et  al. 
12960  (Sub.  No.  1)— Portsmouth  Cotton  Oil  Refining  Corp.  vs.  Director 

General. 

April  1 — Duluth,  Minn. — Examiner  Gerry: 

13292 — Duluth  Brewing  and  Malting  Co.  vs.  G.  N.  and  Director  Gen- 
eral. 

13334 — Stack  Construction  Co.  vs.  D.  M.  &  N.  and  Director  General. 
April  1 — Washington,  D.  C.— Examiner  Kephart: 

13310 — The  Davison  Chemical  Co.  vs.  Director  General,  P.  &  R.  et  al. 
April  3 — Brownsville,  Tex. — Examiner  Mackley: 

12782 — Rio  Grande  Valley  Chamber  of  Commerce  et  al.  vs.  St.  Louis, 
Brownsville  &  Mexico  Ry.  et  al.  Such  fourth  section  departures  as 
may  exist. 


April  3 — Louisville,  Ky. — Examiner  Cassldy: 
12713— The  Singer  Mfg.  Co.  vs.  111.  Cent.  R.  R.  et  al. 
12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  Ry.  et  al. 
12715— The  Singer  Mfg.  Co.  vs.   Director  General,  C.  &  E.   I.   R.   R. 

et  al. 

12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
12887 — National  Veneer  and  Panel  Mfrs.  Assn.  et  al.  vs.  Aberdeen  & 

Rockflsh  et  al. 
April  3 — St.  Louis,  Mo. — Examiner  Shanafelt: 

I.   and   S.   1496 — Burlap   and,  gunny  bags   from   St.   Louis   and   other 

points  to  C.  F.  A.  destinations. 
April  3 — Atlanta,  Ga. — Examiner  Eddy: 

13412 — Surcharge   for   transportation   of   passengers   in   sleeping   and 

partlor  cars  between  points  in  the  state  of  Georgia. 
April  3 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

13402 — American  Dye  wood  Co.  vs.  A.  C.  L.  R.  R.  et  al. 
April  3 — San  Francisco,  Calif. — Examiner  Hillyer: 
Fourth  section  applications  12047,  12097,  12098,  12107. 
Portions  of  fourth  section  applications  1092,  1243,  1244,  1262,  1347  and 
others  filed  by  Sou.  Pac.  Co.,  A.  T.  &  S.  F.  Ry.  and  F.  W.  Gomph. 

*  Fourth  Section  App.  12179  of  F.  W.  Gomph. 
April  3 — Chicago,  111. — Examiner  Money: 

5626 — Grand  Rapids  Plaster  Co.  vs.  L.  S.  &  M.  S.  et  al. 

Fourth  Section  App.  10596  of  E.  B.  Boyd. 

Fourth  Section  App.  12025. 

Other  applications  of  defendant  carriers  protecting  fourth  section 
departures  in  rates  on  plaster,  stucco  and  articles  taking  same 
rates  from,  to  and  between  points  involved  in  Docket  5626.  (In 
connection  with  Docket  5626  and  fourth  section  applications  10596 
and  12025.) 
April  3 — Burlington.  la. — Examiner  W.  H.  Wagner: 

13309 — Burlington  Shippers'  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
April  4 — York,  Pa. — Examiner  Jewell: 

*  12900— Red  Lion  Board  of  Trade  vs.  Md.  &  Pa.  R.  R.  et  al. 
April   5 — Atlanta.  Ga.- — Assistant  Chief  Examiner  Butler: 

*  12K28 — Ch;n  loston   Trullic   ISmv.-m    vs.    A.  C,.   S.   ]{.    I;,   ,-t   al. 

*  126.5 — Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  S.  R.  R.  et  al. 

*  I.   and  S.   1385 — Class  and  commodity  rates  from  Savannah,  Bruns- 

wick and  Port  Wentworth.  Ga.,  to  Georgia  destinations. 
April  5 — Argument  at  Washington,  D.  C. : 
4181 — In  the  matter  of  allowances  to  short  lines  of  railroads  serving 

industries. 

I.   and  S.  414 — In   re   cancellation  of  rates  in   connection  with  small 
lines  by  carriers  in  Official  Classification  territory — Second  indus- 
trial railways  case  in  re  111.  Nor.  Ry.,  Manufacturers'  Junction  Ry., 
Lake  Erie  &  Ft.  Wayne  Ry.  and  Pullman  R.  R. 
April  5 — Philadelphia,   Pa.— Examiner  H.  J.  Wagner: 

13377 — David  Lupton's  Sons  Co.  vs.  Pa.  R.  R. 
April  6 — Harrisburg,  Pa. — Examiner  Jewell: 

*  12789— The  Central   Iron  and   Steel  Co.   vs.   Campbell's  Creek   R.   R. 

et  al. 
April  6 — Chicago,   111. — Examiner  Money: 

11481 — The  Certain-teed  Products  Corporation  et  al.   vs.   A.   T.   &  S. 

Ry.  et  al. 
I.   and   S.   1468   (and   first  supplemental   order) — Building  and  roofing 

paper  between  Western  TYunk  Line  points. 
April  6 — Spartanburg,  S.  C. — Examiner  Eddy: 

I.  and  S.  1492 — Coal  from  Virginia  mines  to  points  in  South  Carolina. 
April  6 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1434 — Proportional  grain  rates  from  Minnesota  and  Wiscon- 
sin to  eastern  destinations. 
April  6— Washington,  D.  C.: 

13528 — Investigation   of  power   brakes   and   appliances   for   operating 

power  brake  systems. 

April  6 — Indianapolis,  Ind. — Examiner  W.  H.  Wagner: 
13238— Citizens  Gas  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
13159  (and  Sub.  Nos.  1,  2  and  3) — Terre  Haute  Paper  Co.  vs.  Director 
General. 


INTERSTATE   COMMERCE   COMMISSION   HEARINGS 

Requests  for  official  transcripts  of  testimony  taken  in  proceedings  of  tbe  Commission  throughout  the 
country  (except  Washington)  should  be  addressed  to  THE  STATE  LAW  REPORTING  COMPANY,  Official 
Reporters  1.  C.  C.,  Woolworth  Building,  New  York,  or  placed  with  the  Official  Reporters  In  attendance 
at  the  hearings.  Authentic  copies  of  transcripts  can  he  had  from  no  other  source.  The  cost  of  tran- 
scripts is  placed  at  the  nominal  rate  of  12' ?  cents  a  page,  fixed  by  the  Commission. 

TRANSCRIPTS  OF  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1,  1920,  CAN  BE  FURNISHED. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN      GEORGE  L.  BOYLE 

BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special   attention   to   Freight  Rate   Adjustment* 

and   Practice   before    the  Interstate 

Commerce   Commission 

Room  806  American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and   Counsellors   at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDQ.,  WASHINGTON,  D.  C. 

For  a  number  of  years  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  years  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Munsey  BIdg.,  Washington.  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building. 

St.  Louli,  Mo. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 

COLORADO    BUILDING 

Telephone.  Msln  3840 


CHICAGO 
418-430  S.  MARKET  STREET 
Telephone.  Harrison 


Three 
Exclusive  Features  of 

Mid -West  Boxes 


i 


2 


Triple  tape  corners — a  patented 
reinforcement  that  prevents 
tapes  splitting  and  peeling. 

Offset  score  —makes  end  flaps 
close  with  a  tight,  strong,  per- 
fect contact. 


O  Waterproof    corrugated    con- 
**  tainers.     Ideal   for   export,   for 
conditions  or  contents  that  de- 
mand complete  protection  from 
heat,  cold  and  water. 


A  corps  of  experienced  pack- 
age designers  are  maintained 
to  help  our  customers  solve 
their  packing  problems.  Our 
"Perfect  Package"  Data  Sheet 
has  saved  other  concerns 
thousands  of  dollars— free  on 
request. 


MID  WEST  Box  COMPANY 


Corrugated 

Fibre  Board 

Product* 

Factories         MI 
Aadcnoo,  Indiana  ^ 


ClevcUad,  Ohio 

Fairmont.  W  Va. 

Chicago 


Solid  Fibre 
Containers 

General 

Offices 

Con  way  Building 
Chicago 


We  operate  our  own   BotboarJ  and  Strawboard  Mill* 
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Consult  us  regarding  your 
WAREHOUSING 


CHARLES 

RIVER 

STORES 

Direct 

Connection 

With 

Boston  and 

Maine 

Railroad 


STORAGE 

DISTRIBUTION 

Daily  Deliveries  by  Zone  System 
within  ten  mile  radius 


Quincy  Market  Cold  Storage  and  Warehouse  Co. 


GEORGE  S.  LOVEJOY 

Manager  General  Storage  Department 
178  Atlantic  Avenue,  Boston,  Mass. 

Total  General  Storage  Capacity 
10,329,000  Cubic  Feet 


* 

Wharfage  and  Dockage 

Free  Stores 

Customs  Bonded  Stores 
Internal  Revenue  Banded  Stores 


BATTERY 
WHARF  AND 
CONSTITU- 
TION 
STORES 
Direct 
Connection 
With  Union 
I  Freight 
Railroad 


INDUSTRIAL  SITES 

THE  PORT  OF  TACOMA  has  set  aside  several 
acres  of  its  waterfront  properties  for  long-time  leases. 
These  tracts  are  exempt  from  all  taxes  and  the  yearly 
rental  charges  are  based  on  6  per  cent  of  the  actual 
costs.  They  are  adjacent  to  fresh  water,  light  and  power 
lines  and  may  be  connected  with  transcontinental  and 
street  railway  trackage. 

For  further  information  apply  to 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 
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PAGE  &  JONES 


FV10BIL- 


AI-ABAIVIA 


V'  \     -WrL.TT.lt 

""" '  H    BAHAMA 

\'V  «£•••-: 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile    to   Jamaica,    Haiti,    Santo    Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:  1217  Pierc.  Building 
IRVING  H.  HELLER.  M.n.,.r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
ceo.  c.  MCLAUGHLIN.  M.n.f.r 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO..  Inc. 

25  Beaver  Street 


CHICAGO  REPRESENTATIVE:    M.  EDW.  KIENAPPEL 
112  We«t  Adams  Street 
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Addresses  of  Southern  Pacific  Lines 
OFF-LINE  AGENCIES: 


ATLANTA 

D.  Asbury,  General  Agent, 
Healey  Building, 

Forsyth,  Walton  &  Poplar  Sts. 

;  BALTIMORE 

W.  B.  Johnson,  General  Agent, 
Hartman  Building, 
Light  &  Redwood  Streets. 

(  BIRMINGHAM 

S.  J.  Brown,  General  Agent, 
Woodward  Building, 
1st  Ave.  &  20th  St.,  North. 

BOSTON 

E.  S.  Leavitt,  General  Agent, 
Old  South  Building, 

294  Washington  Street. 

CHICAGO 

C.  L.  McFaul,  General  Agent, 
Southern  Pacific  Bldg., 
35  West  Jackson  Blvd. 

CINCINNATI 

H.  F.  Kern,  General  Agent, 
Wiggins  Building, 
5th  &  Vine  Streets. 


CLEVELAND  (to  be  opened  Apr.  1) 
R.  McDowell,  General  Agent, 
Hippodrome  Building, 
Euclid  Avenue. 

DENVER 

F.  W.  Sedgwick,  General  Agent, 
Denham  Building, 

18th  &  California  Streets. 

>  DETROIT 

W.  W.  Hale,  General  Agent, 
Majestic  Building, 
Woodward  &  Michigan  Avenues. 

1  HAVANA 

W.  E.  Ridgeway,  General  Agent, 
106  Cuba  Street. 

1  KANSAS  CITY 

L.  B.  Banks,  General  Agent, 
Railway  Exchange  Bldg., 
7th  &  Walnut  Streets. 

MEMPHIS 

L.  C.  Bouchard,  General  Agent, 
Exchange  Building, 
130  Madison  Avenue. 

MEXICO  CITY 

G.  "F.  Jackson,  General  Agent, 
Avenue  Cinco  de  Mayo,  No.  32. 


&  NEW  YORK  CITY 

S.  C.  Chiles,  G.  A.  Frt.  Dept., 
A.  J.  Poston,  G.  A.  Pass.  Dept., 
165  Broadway. 

&  OKLAHOMA  CITY 

J.  A.  Eads,  Traveling  Agent, 
Colcord  Building. 

)  PHILADELPHIA 

F.  T.  Brooks,  General  Agent, 
1602  Chestnut  Street. 

)  PITTSBURGH 

G.  G.  Herring,  General  Agent, 
Chamber  of  Commerce  Bldg., 
Smithfield  St.  &  7th  Ave. 

)  SALT  LAKE  CITY 

J.  E.  Light,  D.  F.  &  P.  Agent, 
Clift  Building. 

, SEATTLE 

C.  M.  Andrews,  D.  F.  &  P.  Agent, 
Hinckley  Building. 

,  ST.  LOUIS 

C.  T.  Collett,  General  Agent, 
Southern  Pacific  Building, 
312  North  Sixth  Street. 
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RATE  COMMITTEE  DOCKETS 
The  Texas  Tariff  Bureau  ha-  accepted  the  .irr.r 
mcnt  suggested  by  u-  fur  publication  of  its  dockets  in 
The  Traffic  Bulletin  and  The  Daily  Traffic  World,  and 
they  will  be  published  in  the  same  way  that  the  <>ther> 
are  published,  a-  i—ued.  The  Texas  I  .iriff  Bureau 
issues  a  docket  only  once  a  month.  The  C.  F.  A.  Coal. 
Coke  and  Iron  Committee  is  now  the  only  one  of  the 
locket-  were  formerly  published  that 
ha-  not  come  in  under  the  new  arrangement.  Its  chair- 
man has  made  no  reply  to  communications  asking  the 
intention  of  the  committee. 


TRAFFIC  LEAGUE  AND  RAILROAD  WAGES 

In  an  editorial  in  the  March  18  number  we  asked 
when  the  National  Industrial  Traffic  League  was  to 
make  another  effort  to  intervene  in  behalf  of  the  ship- 
ping public  before  the  U.  S.  Labor  Board  in  the  matter 
of  wages  of  railroad  labor,  and  when  other  organiza- 
tions or  individuals,  interested  because  they  pay  the 
freight,  were  to  put  in  their  appearance.  The  inquiry 
has  brought  the  information  that,  recently,  at  a  meeting 
me  of  the  Chicago  members  of  the  executive  com- 
mittee of  the  National  Industrial  Traffic  League,  af 
canvas-  by  mail  of  the  other  members  of  the  committee, 
the  conclusion  was  unanimou-ly  reached  that,  under  all 
the  circumstances,  it  was  not  advisable  for  the  League  to 
intervene  in  the  pre-ent  hearing  before  the  Labor  Hoard. 
Some  of  the  reasons  urged  for  this  attitude  were  thus 
set  forth  in  a  communication  to  the  members  of  the 
committee  telling  them  of  the  action  taken: 

Plr»t— Assuming  that  there  was  a  unanimous  sentiment 
among  the  members  of  the  executive  committee  In  favor  of  the 
League  Intervening.  It  should  not  enter  an  appearance  unless  It 
was  prepared  to  offer  definite  testimony  by  competent  Industrial 
witnesses,  as  to  the  scale  of  wages  paid  the  different  classes 
of  employment  In  private  Industry,  in  numerous  different  locali- 
ties throughout  the  country.  Wage  scales  differ  quite  materially 
In  different  cities  in  the  same  states,  and  very  materially  in 


different  geographical  sections  of  the  United  States.  It  was 
believed  that  the  League  could  not  obtain  the  requisite  amount 
of  this  character  of  testimony  and  procure  the  witnesses  who 
would  offer  It  in  the  comparatively  short  time  it  is  anticipated 
the  present  hearing  will  last.  The  members  were  decidedly  of 
the  opinion  that  unless  the  League  could  go  in  thoroughly  well 
prepared,  with  unassailable  testimony  of  the  character  outlined, 
It  might  make  itself  rather  ridiculous. 

•  md — Some  members  were  of  the  opinion  that  the  League, 
having  previously  filed  a  petition  of  intervention,  and  its  peti- 
tion having  been  denied  by  the  Labor  Board,  should  not  expose 
Itself  to  another  rebuff.  It  has  been  said,  and  was  publicly  said 
by  Mr.  Thorn,  before  the  Interstate  Commerce  Commission, 
wltbln  the  past  few  days,  that  the  Labor  Board  has  changed 
its  attitude.  If  it  has  changed  its  attitude,  it  has  never  made 
any  official  announcement  to  that  effect,  go  far  as  the  League 
Is  advised.  If  the  Labor  Board  desired  the  assistance  of  the 
shipping  public.  It  could  have  so  Indicated  by  some  kind  of 
an  official  announcement;  and,  as  it  Is  familiar  with  the  activi- 
ties of  the  National  Industrial  Traffic  League,  and  denied  It  the 
right  to  appear  heretofore.  If  it  has  changed  its  policy,  it  could 
have  advised  the  I^eague  officially  of  that  change. 

Thlnl  The  !>>ague  went  on  record  at  the  Washington  meet- 
Ing  In  favor  of  abolishing  the  l-abor  Board  in  its  present  form 
and  creating  a  Labor  Board  to  consist  of  five  public  representa- 
tives, the  functions  of  which  would  be  "to  consider  the  Issues 
Involved  in  such  disputes  between  carriers  and  their  employes 
In  the  manner  hereinafter  described,  and  to  make  public  its 
findings  and  recommendations  with  respect  thereto.  In  order  that 
the  public  may  be  Informed  with  respect  to  the  justice  of  such 
labor  disputes."  etc.  I'mli-r  these  circumstances,  it  was  thought 
that  the  League  would  weaken  inr  position  by  seeking  an  ap- 
pearance before  the  body  to  which  It  is  officially  and  openly 
opposed.  There  was  a  good  deal  of  sentiment  that  the  League 
ought  to  prepare  and  cause  to  be  Introduced  immediately,  legis- 
lation to  carry  Into  effect  the  action  of  the  League  with  respect 
to  the  abolishing  or  reorganliing  of  the  present  tabor  Board. 

Fourth — Some  of  the  members  were  of  the  opinion  that  as 
traffic  men  and  as  a  traffic  organization,  the  League  should  not 
inject  Itself  Into  controversies  between  the  carriers  and  their 
employes. 

It  has  been  our  privilege  in  the  past  to  stand,  much 
of  the  time.  shouldYr  to  shoulder  with  the  Traffic 
League.  \Ve  have  almost  always,  in  matters  of  vital  and 
general  public  interest,  been  able  to  agree  with  it.  Even 
when  we  have  di-agreed  with  it,  we  have  been  able  to 
view  it  as  an  able  body,  with  the  public  interest  in  mind. 
For  the-e  reason-  it  i-  not  a  pleasure  for  us  to  criticise 
if  it  could  ever  be  a  pleasure  to  criticise.  But  we  re- 
gard the  situation  as  -, -rious.  If  the  present  position  of 
the  League,  as  represented  by  this  attitude  of  the  ex- 
ecutive committee,  is  to  continue  to  be  its  position,  we 
believe  that  it  will  have  so  stultified  itself  as  largely  to 
destroy  its  influence  in  public  affairs  and  to  take  itself 
out  of  the  category  of  organizations  competent  to  deal 
with  public  questions. 

The  League  has  been  absolutely  committed  to  the 
belief  that  railroad  wages  are  too  high  and  that  reduc- 
tion- in  freight  rates  should  be  brought  about  by  reduc- 
tions in  wages.  If  the  present  action  of  its  executive 
committee  is  to  stand  unchallenged  by  the  League,  it 
admits  that  what  it  has  said  was  not  based  on  informa- 
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ODLF,  MOBILE  *  NORTHERN 
BlILBOAD 

JJC»    CONVECTION! 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  *  N.  R.  R..  M.  A  O.  R.  R.,  N.  C. 
A  St.  L.  By.,  via  Jackson,  Tenn.,  Southern  By.  via  Middleton.  Tenn., 
amci  Laurel,  Miss..  Frisco  Lines  via  New  Albany,  Miss.,  A.  ft  V.-V.  S. 
&  P.  Rys.,  via  Newton,  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30  p.  m 

12:30  a.  m 

12:47  p.  m 

3:25  p.  m 

4:20  p. 

4:10  a.  m 

6:40  a.  m 

2:30  a.  m 


2nd  day 


Miles 

0  LT.  Jackson,  Tenn.      Ar.    8:00  a.  m.  2nd  day 
83  LT.  I 

next  day  247  Ar. 
next  day  261  Ar. 
next  day  298  Ar. 
2nd  day  410  Ar. 
2nd  day  448  Ar.  : 
2nd  day  356  Ar. 


New  Albany, Miss.  Ar.  12:30  a.  m. 
Newton,  Miss.  LT.  11:65  a.  m. 
Meridian,  Miss.  LT.  7:35  a.  m. 
Laurel,  Miss.  LT.  8:45  a.  m. 
Mobile,  Ala.  LT.  10:00  p.  m. 
New  Orleans,  La.  LT.  9:40  p.  m. 
Vicksburg,  Miss.  LT.  5:00  a.  m. 
5:30  p.  m.  2nd  day  529  Ar.  Shreveport,  La.  LT.  3:00  p.  m. 

Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day- 
Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  port*  of  Gnlfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 


MR.  SHIPPER:— 

What  do  you  think  of  our  advertisements  in 
the  Traffic  World  ?  They  are  classy,  aren't  they  ? 
Our  service  is  just  as  good. 

Are  you  among  the  rapidly  increasing  num- 
ber who  are  using  the  Natchez  Route?  If  not,  you 
are  missing  something  that  would  be  a  source 
of  genuine  satisfaction  to  you.  Try  it  and  see. 

Yours  for  service  and  information 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 

Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511  Insurance  Bldg.     622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.         Kansas  City,  Mo. 
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tion  and,  hence,  all  that  it  has  said  on  the  subject  must 
be  stricken  from  the  record,  so  far  as  any  effect  it  might 
have  is  concerned,  and  it  convicts  itself  of  inconsistency, 
insincerity,  and  bungling  methods,  not  to  speak  of  what 
we  consider  lack  of  present  appreciation  of  the  public 
interest  and  its  duty  in  the  railroad  situation.  Up  to 
this  time  the  record  of  the  League  in  this  matter  has 
been,  in  our  opinion,  wise  and  correct.  It  has  at  least 
been  consistent  and  logical.  Let  us  see  what  it  is: 

On  March  15,  1921,  counsel  for  the  League  presented 
a  petition  for  permission  to  intervene  in  the  case  before 
the  Labor  Board,  in  the  matter  of  wages  and  working 
conditions  (See  Traffic  World,  March  19,  1921,  page 
601).  The  petition  requested  permission  for  the  League 
to  present  such  evidence  as  it  thought  pertinent,  on  the 
ground  that  the  shipper  was  bearing  the  real  burden  of 
the  inefficiency  in  management  caused  by  the  national 
agreements.  It  was  pointed  out  that  the  public  must 
eventually  pay  the  bills  and  the  assistance  of  the  organ- 
ization was  pledged  in  presenting  evidence  "which  we 
have  prepared." 

On  March  28  (See  Traffic  World,  April  2,  1921,  page 
709)  the  board  denied  the  petition  of  the  League,  greatly 
to  the  indignation  of  its  members,  continuously  and 
strenuously  expressed. 

(On  November  3.  1921  (»ee  Traffic  World.  November  5,  1921, 
page  933).  Ben  W.  Hooper,  member  of  the  Labor  Board.  In  an 
addreu  at  a  luncheon  of  the  Traffic  Club  of  Chicago,  said  the 
board  had  made  a  mistake  In  refusing  to  permit  representa- 
tives of  the  public  to  participate  In  the  discussion  of  matter* 
before  It,  but  that  the  board  had  changed  Its  mind  and  would 
thereafter  permit  the  public  to  be  heard.) 

On  September  23,  1921  (See  Traffic  World,  Oct.  1, 
1921,  page  647),  the  executive  committee  of  the  League 
adopted  resolutions  (afterwards  ratified  by  the  League 
in  convention  assembled)  declaring  that,  after  careful 
consideration  of  the  transportation  problem  and  the  busi- 
ness and  economic  situation,  it  believed  that  return  to 
normal  business  conditions  required  recognition  of  the 
fact  that  efficient  and  economical  operation  of  the  rail- 
roads depended  primarily  on  the  payment  of  wages  by 
the  railroads  no  higher  than  prevailed  in  other  lines  of 
industry  for  similar  work,  and  that  the  carriers  should 
proceed  immediately  to  readjust  both  wages  and  rates 
so  reductions  might  take  place  simultaneously.  The 
resolutions  demanded  that  the  railroad  executives  abro- 
gate immediately  the  national  agreements  and  adjust 
wages  of  employes  on  the  basis  of  wages  paid  to  similar 
classes  of  labor  in  private  empfoyment. 

At  its  convention  in  Washington,  January  27,  1922, 


pended  on  the  payment  of  wages  no  higher  than  those 
prevailing  in  other  lines  of  industry  for  similar  work. 
Said  he: 

Material  reductions  have  taken  place  in  the  price  of  many 
commodities  which  the  carriers  use,  but  cost  of  labor,  one  of 
the  largest  items  in  the  operating  costs  of  the  carriers,  has  not 
been  adequately  deflated.  From  information  I  have,  It  Is  appar- 
ent that  the  carriers  generally  are  paying  more  than  is  being 
paid  for  similar  work  in  other  lines  of  Industry.  It  is  obvious 
that  the  carriers  are  not  being  operated  economically  because 
they  are  paying  more  than  the  market  price  for  labor. 

Now,  if  Mr.  Chandler  and  the  others  of  the  League 
who  participated  in  its  deliberations  and  conclusions, 
knew  what  they  were  talking  about,  why  not  pursue  the 
matter  to  a  finish?  If  they  did  not  know  what  they 
were  talking  about,  why  did  they  say  it  ?  Let  us  briefly 
discuss,  by  number,  the  specific  reasons  given  above  for 
the  present  attitude  of  the  executive  committee: 

First:  It  would  not  be  necessary,  in  our  opinion, 
for  the  League  to  present  to  the  Labor  Board  a  mass  of 
definite  testimony.  It  could  declare  its  belief  in  the  tes- 
timony— or  part  of  it — offered  by  the  carriers,  which 
comes  from  industrial  concerns.  Even  if  it  were  neces- 
sary for  it  to  offer  evidence  of  its  own,  should  it  not  go 
to  the  pains  to  do  so?  And  what  has  become  ol  the 
evidence  which  counsel  told  the  Labor  Board  it  had  pre- 
pared, and  the  information  which  Mr.  Chandler  told  the 
Commission  he  had?  So  far  as  making  itself  ridiculous 
through  the  weakness  of  its  testimony  is  concerned,  it 
could  not  well  make  itself  more  ridiculous  than  its  pres- 
ent proposed  course  would  make  it. 

Second:  If  the  League  members  had  forgotten  or 
had  not  read  Mr.  Hooper's  statement  in  The  Traffic 
World  that  the  board  had  decided  to  permit  representa- 
tives of  the  public  to  appear,  or  did  not  consider  our  ar- 
ticle or  Mr.  Thorn's  statement  sufficient  evidence,  they 
might  have  found  out  for  themselves  on  what  these 
statements  were  based.  It  may  be  that  the  Board  should 
hive  notified  the  League  of  its  changed  attitude,  but  that 
it  did  not  do  so  is  no  excuse  for  the  League  not  making 
every  effort  to  appear,  especially  when  it  was  unofficially 
informed  that  there  -was  a  change  of  attitude.  That  the 
Labor  Board  does  not  do  its  duty  is  no  reason  why  the 
Traffic  League  should  shirk  its  obligations. 

Third :  We  hope  the  League  will  follow  with  action 
its  words  in  favor  of  abolishing  or  reorganizing  the  La- 
bor Board,  but  that  it  feels  as  it  does  about  the  Board  is 
no  more  reason  for  its  not  appearing  before  that  body, 
now  legally  charged  with  the  function  of  regulation  of 
wages,  than  would  opposition  to  the  theory  of  Commis- 


iSee  Traffic  World,  Feb.  4,  1922,  page  263)  the  Lcagu&__«ion  regulation  of  rates  be  a  good  reason  for  refusal  to 

authorized  its  president,  W.  H.  Chandler,  to  appear  for 

it  before  the  Commission  in  the  general  rate  inquiry.   It 

also,  in  adopting  a  report  of  its  special  legislative  com- 

nvttee,  said  that  it  believed  the  operation  of  the  Labor 

Board  had  unduly   restricted  the  natural   processes   of 

railroad  deflation. 

Mr.  Chandler  duly  appeared  before  the  Commission 
(See  Traffic  World,  Feb.  4,  1922,  page  255),  and  spoke 
for  the  League.  We  published  his  testimony  verbatim 
in  full.  He  advocated  eductions  in  railroad  wages  that 
would  deprive  railroad  labor  of  its  status  as  a  preferred 
class.  He  stated  the  position  of  the  League  to  be  that 
efficient  and  economical  operation  of  the  railroads  dc- 


ippear  before  the  Interstate  Commerce  Commission  in 
\  rate  case.  If  it  is  mere  cowardice  or  embarrassment 
that  causes  hesitation  to  appear  before  a  body  that  it  is 
seeking  to  abolish,  then  the  Traffic  League  needs  a  little 
red  blood. 

Fourth :  God  pity  the  man  who  can  see  in  the  pres- 
ent situation  only  a  controversy  between  carriers  and 
their  employes  in  which  organizations  like  the  Traffic 
League  ought  not  to  intervene.  We  trust  the  League 
will  not  show  so  little  comprehension  as  that  of  what 
constitutes  a  public  question  and  of  its  obligation  when 
a  public  question  is  involved. 

We  hope  the  executive  committee  will  reconsider, 
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before  it  is  too  late,  and  take  formal  action  that  will 
clear  this  record  and  aid  in  the  proper  solution  of  this 
wage  problem.  If  it  does  not  do  so  we  hope  the  League 
will  take  the  matter  out  of  the  hands  of  the  committee. 
For  many  reasons  other  than  the  loss  of  an  opportunity 
to  be  of  public  service  and  of  service  to  themselves  as 
buyers  of  transportation,  the  members  of  the  League 
cannot  afford  to  leave  matters  as  they  are.  On  the  mer- 
its of  the  question,  either  the  League  has  been  right  and 
its  executive  committee  is  wrong  now,  or  it  has  been 
wrong  and  its  executive  committee  is  right  now.  If  the 
former  is  the  case,  the  League  ought  to  deal  with  its  ex- 
ecutive committee  and  set  it  right,  if  it  does  not  get  right 
without  being  forced.  If,  in  the  opinion  of  the  League, 
the  latter  is  the  case,  then  there  is  no  more  to  be  said  or 
done  except  to  deplore  the  passing,  so  far  as  its  influence 
in  public  question?  is  concerned,  of  this  organization  of 
representatives  of  shippers. 


SPEEDING  UP  TRANSPORTATION 

(Address  delivered  by  W.  J.  L.  Banham,  General  Traffic  Manager, 
Otis  Elevator  Company,  before  the  New  York  Railroad  Club,  March  17.) 

The  greatest  problem  that  confronts  the  railroads  today  is 
the  one  of  "speeding  up  transportation."  This  means  the  more 
intensive  use  of  the  carriers'  equipment  and  terminals.  Rail 
freight  movement  is  unsatisfactory,  particularly  during  the  time 
when  the  carrier  is  required  to  haul  peak  loads. 

Business  is  now  improving  and  the  indications  are  that  the 
rail  carriers  will  shortly  be  required  to  haul  considerable  in- 
creased tonnage,  which  will  make  it  necessary  for  them  to 
"speed  up"  freight  movement  all  over  the  country,  in  order  to 
give  the  public  prompt  freight  service  to  which  it  is  entitled. 

This  is  not  the  time  to  talk  about  spending  millions  of 
dollars  for  additional  freight  equipment  nor  millions  of  dollars 
to  extend  our  present  freight  terminals.  A  way  jiust  be  found 
whereby  rail  c'arriers  can  move  freight  more  miles  per  day 
and  definite  provision  must  be  made  for  the  more  prompt  load- 
ing and  unloading  of  freight  cars.  This  particularly  applies  to 
cars  that  are  loaded  and  unloaded  in  our  freight  terminals  han- 
dling less  than  carload  freight  shipments.  We  might  have 
asked  at  this  time  if  the  railroads  are  in  position  to  handle 
the  same  tonnage  that  moved  over  their  lines  during  the  yearsj 
1917,  1919,  1920,  and,  if  so,  will  this  heavier  tonnage  result  in 
congestion  at  the  terminals,  making  it  necessary  for  the  carriers 
to  issue  embargoes,  and  further  to  congest  their  rail  lines  with 
freight  cars,  if  they  are  not  loaded,  due  to  the  congestion,  which 
usually  results  in  freight  terminals  when  business  is  good.  Have 
the  carriers  made  any  change  in  their  methods  of  handling 
freight  through  their  terminals  that  will  lead  the  public  to  be- 
lieve that  the  unsatisfactory  freight  conditions  that  have  existed 
heretofore  will  no  longer  be  possibile? 

If  so,  what  changes  have  the  carriers  made  and  what  as- 
surance have  the  carriers  to  give  the  shipping  public  that  they 
are  now  in  position  to  handle  all  freight  offered  and  make  de- 
livery within  reasonable  time?  If  this  is  true,  what  can  the 
shipping  public  reasonably  expect  from  the  carriers  in  the  way 
of  prompt  service  and  what  can  the  carriers  reasonably  require 
from  the  shippers  of  the  country?  It  would  seem  to  the  speaker 
that  one  of  the  greatest  difficulties  having  to  do  with  the  moving 
of  freight  in  this  country  is  not  one  of  rates,  or  the  investment 
of  millions  of  dollars  for  the  purchase  of  new  equipment.  As 
I  view  this  problem,  it  would  appear  that  the  entire  difficulty 
is  caused  by  the  methods  now  being  used  by  the  carriers  In 
the  receiving  and  the  delivery  of  freight. 

The  system  now  used  in  the  handling  of  freight  in  and  out 
of  terminals  is  aniquated  and  should  be  bought  up  to  date  by 
adopting  such  new  methods  as  will  enable  carriers  to  handle 
more  freight  in  and  out  of  their  terminals  with  less  delay. 

Canada  and   firpat  Britain  have  apparently  solved   terminal 


m 


problems.  They  have  in  effect  in  both  countries  a  system  qf 
store  door  delivery-  Cartage  of  freight  is  performed  by  team- 
ing corporations,  acting  as  agents  for  the  carriers;  this  enables 
the  carriers  reasonably  to  control  the  handling  of  freight  in 
and  out  of  their  terminals  and  eliminates  holding  of  freight 
forty-eight  or  more  hours,  subject  to  the  orders  of  the  inter- 
ested shippers,  thus  making  a  saving  proposition  for  the  car- 
riers by  reason  of  the  fact  that  greater  tonnage  can  be  handled 
through  their  terminals;  freight  is  not  delayed  and  is  handled 
a  minimum  number  of  times,  thereby  eliminating  a  large  per- 
centage of  freight  claims  caused  by  damage  and  loss  or  for  other 
reasons.  The  carriers  also  secure  more  intensive  use  of  their 
equipment  by  reason  of  the  fact  that  cars  can  be  brought  to 
/their  terminals  to  be  loaded  and  unloaded  more  promptly.  The 


shippers  are  also  benefited  by  prompt  handling  of  freight  by 
the  carriers  by  accepting  store  door  delivery  and  collection 
service,  which  not  only  delivers  freight  to  them  more  promptly, 
but  eliminates  the  expensive  cartage  charges  which  now  prevail 
in  all  our  large  shipping  centers. 

In  it  possible  .to  adnnt  sloyp  Hnnr  fleliv^rv  on  freight  shfor 
nipnfpTTnhig  rmintrv  ami  if  so  hv  what  moang  r-nn  this  mpthnri  hp. 
adonted?  The  difficulty  that  I  have  experienced  in  urging  the 
adoption  of  store  door  delivery,  particularly  on  the  part  of  the 
carriers,  is  due  in  part  to  the  carriers'  objection  to  assume  any 
liability  for  the  movement  of  freight  after  it  has  been  unloaded 
in  their  terminals.  A  further  objection  has  been  made  by  a 
number  of  the  carriers  that  if  store  door  delivery  was  adopted 
as  a  carriers'  service,  they  might  be  required  at  a  later  date  to 
include  cartage  charges  as  part  of  through  rate,  thereby  bur- 
dening the  carriers. with  an  additional  expense,  to  which  they 
rightfully  object.  I  do  not  believe  the  shippers  would  require 
the  carriers  at  any  time  to  perform  cartage  services  for  them 
free-of-charge.  On  the  contrary,  they  are  more  than  willing  to 
pay  the  carriers  a  reasonable  charge  for  any  cartage  service 
performed,  which  would  be  to  the  interest  of  both  the  carrier 
and  the  shipper.  The  present  cartage  costs  in  our  large  ship- 
ping centers  on  less  than  carload  shipments  are  so  high  that 
the  shippers  naturally  feel  that  some  steps  should  be  taken  to 
devise  ways  and  means  to  reduce  these  charges  to  a  reasonable 
amount. 

What  is  required  in  the  handling  of  freight  t.n  and  frnm  nur 
terminals  is  a  well  organized  system  of  transferring  frpip-ht 
This  can  be  brought  iihnnt  hv  adnnting  store  door  delivery.  If 
the  carriers  and  shippers  would  get  together,  I  believe  I  can  say 
in  all  fairness  to  both,  that  with  the  proper  co-operation  between 
the  shippers  and  carriers  of  the  country,  a  system  could  be 
worked  out,  which  would  relieve  the  carriers  of  part  of  the  now 
high  terminal  charges  and  would  perform  for  the  shippers  and 
receivers  of  freight  a  prompt  transfer  of  freight  to  and  from 
terminals  at  a  reasonable  cost. 

I  urge  most  strongly  that  the  carriers  appoint  the  proper 
officials  with  authority  to  investigate  the  methods  now  being 
used  in  the  handling  of  freight  in  and  out  of  terminals  and  make 
recommendations  which,  in  their  opinion,  will  move  freight  more 
promptly  and  at  a  reduced  cost. 

The  shippers  should  do  their  part  in  solving  this  problem 
as  it  is  to  their  interest  that  freight  be  moved  promptly  and  at 
reasonable  rates. 

The  public,  now  that  business  is  improving,  will  demand 
prompt  movement  of  freight  and  will  not  be  satisfied  with  the 
issuing  of  embargo  notices  which  result  in  stopping  freight 
movement  in  specified  territory. 

Arrangements  will  have  to  be  made  for  the  prompt  move- 
ment of  freight  at  this  and  at  all  times  and  in  my  opinion  the 
public  will  not,  in  the  future,  be  satisfied  with  the  congested 
conditions  which  have  heretofore  prevailed  in  our  large  shipping 
centers. 

The  public  in  the  end  pays  the  transportation  bills  and  the 
same  public  will  demand  that  it  have  prompt  movement  of  mer- 
chandise and  that  the  production  of  the  country  be  not  delayed, 
due  to  insufficient  railroad  or  terminal  facilities. 

The  shippers,  I  am  sure,  will  do  their  part  to  solve  this 
problem.  Will  the  railroads  do  their  part? 


REOPENING  OF  GRAIN  CASE 

The  Traffic   World   Washington  Bureau 

On  representations  made  by  members  of  the  Illinois  delegas 
tion  in  Congress  to  Chairman  McChord,  the  Commission  has 
called  a  hearing  April  10,  in  Chicago,  on  the  application  of 
the  Illinois  commission  for  a  modification  of  the  order  in  the 
western  grain  rate  case  so  as  to  have  the  whole  of  Illinois 
receive  the  benefit  of  the  order  in  that  case.  The  delegation 
acted  on  a  wired  request  from  the  Illinois  commission.  That 
body  wired  when  the  Commission  canceled  the  hearing  for  March 
24.  That  cancellation  was  made  because  the  railroads,  after  the 
hearing  for  that  day  was  called,  filed  an  application  for  the 
removal  of  the  whole  of  Illinois  from  the  scope  of  the  order 
in  the  grain  case.  The  Commission  will  probably  reopen  the 
grain  case  and  set  down  the  railroad  application  for  hearing 
with  that  of  the  state  commission. 

Respondents  in  No.  12929,  interstate  rates  on  grain,  grain 
products  and  hay,  in  carloads,  between  points  in  western  and 
mountain-Pacific  groups,  commonly  known  as  the  western  grain 
case,  have  asked  the  Commission  to  modify  its  order  in  that 
case  as  to  the  eastern  boundary  line  of  the  western  group  as 
defined  therein.  The  boundary  line  as  defined  in  the  Commis- 
sion's order  in  No.  12929,  the  carriers  said,  resulted  in  innumer- 
able tariff  complications  and  also  caused  a  number  of  fourth 
section  violations,  because  the  state  of  Illinois  was  split  into 
two  parts,  the  rates  from  the  western  part  being  reduced  while 
the  rates  from  the  eastern  part  remained  the  same.  The  car- 
riers specifically  asked  the  Commission  to  modify  its  order  in 
No.  12929,  so  that  the  same  boundary  lines  as  were  prescribed 
by  the  Commission  in  its  report  and  order  in  Ex  Parte  74,  58 
I.  C.  C.  220,  as  modified  by  its  supplemental  order  in  that  case, 
58  I.  C.  C.  302,  would  be  observed. 
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Attorney-general  and  the  coal  strike.  Attorney-General 
Daugherty,  within  an  hour  from  the  time  the  order  for  the  coal 
strike  went  forth,  talked  with  the  newspaper  men  about  the  posi- 
tion of  the  government.  His  fundamental  proposition  was  that 
the  government  had  no  right  to  interfere  in  the  dispute  between 
miners  and  operators  about  the  terms  of  employment.  The 
miners  have  a  right  to  quit.  The  operators  have  a  right  to  gay 
they  will  not  employ  the  miners.  Therefore,  at  this  time,  he 
holds,  there  is  no  cause  for  interference  by  the  government. 
That,  however,  does  not  mean  there  may  not  come  a  time  when 
It  will  be  its  duty  to  Interfere.  The  public,  he  holds,  has  an 
interest  In  the  matter,  but  it  is  his  hope  that  it  will  not  be 
necessary  for  him  to  assert  the  right  of  the  public.  The  pub- 
lic, he  points  out.  has  a  right  to  have  transportation.  It  is  con- 
ceivable that  the  time  may  come  when  there  Is  no  coal  for  the 
locomotives  for  the  engines  to  carry  on  commerce  between 
states.  Daugherty  said  that.  Inasmuch  as  the  public  had  a 
right  to  Insist  on  transportation,  it  was  a  question  whether  the 
production  of  fuel  to  make  transportation  possible  might  not 
have  to  be  brought  under  the  rule  that  makes  it  the  duty  of 
the  government  to  see  there  is  transportation  of  commerce  be- 
tween states.  If  anyone  offer*  commodities  for  transportation 
from  one  state  to  another.  He  said  there  were  more  people 
Interested  in  seeing  that  commerce  was  kept  moving  than  there 
were  In  the  mining  of  coal.  Therefore,  when  the  public  Is 
pinched,  he  holds,  it  will  be  time  for  the  government  to  Inter- 
vene in  the  strike.  Supplementing  his  declaration  about  it  be- 
ing the  right  of  miners  to  quit  their  Jobs  and  operators  to  get 
new  men  willing  to  work  for  the  wages  they  offered,  he  said  he 
was  not  opposed  to  unions,  nor  to  the  open  shop.  His  conten- 
tion Is  for  the  right  of  every  man  to  sell  whatever  be  owns, 
whether  it  be  labor  or  commodities,  for  the  best  terms  he  can 
make,  all  the  time,  however,  keeping  within  the  law.  He  par- 
ticularly stressed  the  right  of  men  to  employ  men  willing  to 
work  on  the  terms  offered  by  them.  That  means.  It  might  be 
suggested,  that  he  deems  It  the  doty  of  the  government  to  pro- 
both  employer  aad  employe  against  Interference  by  strik- 
ers; In  other  words,  that  It  Is  the  duty  of  the  government  to 
see  to  It  that  the  country  Is  not  starved  Into  submission  to  the 
miners  through  fear  of  the  lawfulness  of  that  handful  of  men. 

Harry  M.  Daugherty  Is  not  a  coward,  nor  Is  be  demagogic 
In  Important  matters.  His  political  opponents  In  Ohio  used  to 
give  him  credit  for  more  nerve  than  any  man  In  tbe  organiza- 
tion of  which  he  was  a  member.  In  small  matters,  not  Involv- 
ing any  principle,  he  could  play  tbe  part  of  a  politician  as  well 
as.  If  not  better  than,  tboae  about  him.  He  talked  about  the 
coal  strike  without  having  consulted  President  Harding.  He  is 
not  afraid  to  assume  responsibility.  Those  who  have  known 
him  practically  all  his  life  believe  that  if  the  time  conies  when 
tbe  public  Is  being  pinched  by  tbe  strike  he  will  take  the  steps 
necessary  to  procure  the  production  of  coal.  If  the  mine  opera- 
tors can  show  him  that  they  could  obtain  men  to  operate  ih«-ir 
mines  but  for  the  violence  of  the  strikers.  That  violence,  or 
threat  of  violence.  Is  the  only  thing  that  will  give  the  strike  any 
semblance  of  success,  is  taken  for  granted.  No  one  In  Wash- 
ington believes  the  demand  for  labor  Is  so  great  that  men  can 
not  be  hired  for  the  wages  the  operators  are  willing  to  offer  to 
the  men  now  employed,  but  about  to  strike.  Daugherty.  In  his 
talk  with  the  newspaper  men.  clearly  Indicated  his  belief  that 
men  would  be  willing  to  work  for  the  wages  offered  and  Indi- 
cated that  If  such  were  kept  away  from  the  mines  so  transpor- 
tation was  seriously  Impeded,  the  government  would  step  in. 
Of  courn*>,  if  the  wage*  offered  were  so  low  as  to  be  unattrac- 
*> indicated,  then  there  would  be  a  situation  the 


with  the  members  of  the  committee  of  which  he  was  chairman 
for  several  terms  of  Congress  and  a  member  for  many  more, 
rather  surprised  everyone  interested  in  matters  coming  before 
the  Commission.  It  was  the  first  time  when  a  commissioner  had 
set  a  time  limit  on  the  body  of  which  he  was  a  member.  Hopes, 
even  of  commissioners,  it  was  suggested,  after  Mr.  Esch  had 
made  his  declaration,  sometimes  evaporate  into  the  traditional 
thin  air.  Speculations  about  the  date  when  the  Commission 
would  dispose  of  a  case  have  more  often  been  wide  of  the  mark 
that  speculations  as  to  what  it  would  do.  In  the  present  case, 
it  has  been  admitted  by  almost  everyone,  the  coal  industry,  the 
iron  and  steel  industry,  the  lumber  and  other  so-called  basic 
commodity  industries,  made  out  a  good  case,  from  the  commer- 
cial point  of  view,  in  favor  of  reductions.  But  the  commercial 
point  of  view,  although  it  is  believed  to  have  dominated  the 
Commission  in  the  live  stock,  western  grain,  and  southern  hard- 
wood lumber  cases.  It  has  been  suggested,  can  hardly  be  made 
controlling  in  the  larger  case,  in  view  of  the  fact  that  section 
15a  admonishes  the  Commission  to  make  rates  that  will  yield 
the  indicated  rate  of  return,  and  that  there  is  little  in  the  testi- 
mony tending  to  prove  that  a  greater  volume  of  traffic  will  move 
if  the  rates  are  lowered.  Notwithstanding  that  state  of  the  law 
and  the  record,  it  cannot  be  denied  that  there  is  a  fairly  wide- 
spread belief  that  the  Commission  will  order  reductions  on  coal 
and  other  commodities.  In  the  hope  that  business  will  be  stimu- 
lated. Very  few  of  the  men  who  helped  make  the  record,  con- 
tend, in  ordinary  conversation,  that  reductions  in  rates  will  be 
reflected  in  lower  prices  for  consumers.  In  nearly  every  in- 
stance it  was  admitted  that  the  industries  asking  for  reductions 
would  use  decreases  In  rates  that  might  be  ordered,  for  improv- 
ing their  own  financial  condition.  They  contended  that  prices 
had  been  deflated  long  ago  in  anticipation  of  rate  reductions 
and  that  the  rate  reductions  could  be  expected  to  do  more,  in  a 
majority  of  cases,  than  improve  the  condition  of  the  industries 
that  had  deflated  their  prices.  About  the  only  man  who  prom- 
ised a  reduction  in  the  price  to  the  consumer  was  a  witness  for 
milk  distributors  in  New  York,  who  suggested  that  the  retail 
price  of  milk  in  New  York  would  be  reduced  a  cent  a  quart  or 
gallon  for  a  month  or  two  each  year  so  as  to  pass  the  rate 
reduction  of  a  tenth  of  a  cent  or  some  other  ludicrously  small 
amount  per  quart  on  to  tbe  consumer. 


use  the  resources  of  the  country.  I'nder  such  a  proposition.  If 
it  became  evident  the  wages  offered  were  unattractive  not  only 
to  the  strikers,  but  to  other  men.  th<*  operators,  and  not  the 
strikers  threatening  violence,  would  have  reason  to  watch  the 
Attorney-General's  office  to  find  out  what  was  about  to  happen 
to  them.  But,  In  view  of  the  great  unemployment  supposed  to 
exist  throughout  the  country,  such  a  condition  has  not  even 
been  thought  of  by  any  of  the  government  officials  concerned 
with  the  situation  created  by  the  strike  order. 


Early  decision  in  general  rate  case,  ir  the  Commission  is 
able  to  live  up  to  the  program  for  disposing  of  the  general  rate 
case,  arguments  on  which  were  completed  March  6.  by  the  first 
week  of  April,  it  will  have  established  a  record  for  expedition 
that  will  stand  unrivalled,  not  only  for  a  general  rate  case,  but 
for  any  other  kind  of  case  In  which  more  than  one  complainant 
nnd  two  or  three  carriers  W«T.-  concerned.  Commissioner 
Escb's  frankness.  In  discussing  the  hopes  of  the  Commission 


Commission's  troubles  with  tariffs  filed. — The  troubles  the 
Commission  has  with  tariffs  filed  in  supposed  compliance  with 
its  orders  are  beginning  to  raise  the  question  whether  the  re- 
ports and  orders  of  the  Commission,  prior  to  promulgation,  are 
edited  by  tariff  men  with  a  view  to  determining  whether  the 
tariff  men  who  must  make  the  publications  required  can  exe- 
cute the  orders.  It  seems  Inconceivable  to  Interested  litigants 
that  the  railroad  tariff  men  would  •••ml  in  so  much  stuff  that 
would  not  check  out  with  the  orders,  knowing  it  would  not 
check.  Hundreds  of  thousands  of  dollars  a  year  must  be  wasted 
In  the  printing  of  tariffs  that  must  be  suspended  or  rejected. 
Such  useless  tariffs  prevent  the  publication  of  tariffs  that 
should  be  re-Issued  more  promptly  than  they  are  and  tend  to 
slow  up  everything.  Reports  and  orders  are  chiefly  the  work  of 
lawyers  having  a  minimum  technical  familiarity  of  tariffs.  The 
Commission's  rules  make  It  a  condition  precedent  to  appoint- 
ment as  an  examiner  on  its  staff  that  the  applicant  be  a  mem- 
ber of  the  bar.  Sometimes  It  seems  to  an  exasperated  shipper 
or  carrier  that  It  would  be  a  good  thing  If  the  Commission  had 
examiners  with  possibly  less  acquaintance  with  the  law  and 
greater  familiarity  with  tariff  technicalities.  The  amount  of 
law  actually  needed  by  an  examiner,  it  frequently  seems.  Is 
small.  W.  P.  Bartel,  the  examiner  who  took  the  testimony  in 
the  Commission's  bunker  coal  inquiry  a  few  days  ago.  had  to 
bring  his  knowledge  of  the  law  Into  play  once.  He  had  to  sug- 
gest to  those  who  were  volunteering  explanations  as  to  what 
John  Callahan,  traffic  manager  for  the  National  Coal  Association, 
meant  when  he  testified,  that  they  should  not  all  try  to  testify 
at  once  but  allow  Mr.  Callahan  to  say  what  he  meant.  But 


read  Blackstone'a  commentaries. 


Commission's  guardianship  over  the  carriers.— The  attack 
of  R.  V.  Fletcher  and  Fred  H.  Wood  on  the  guardianship  of  car- 
riers to  be  exercised  by  the  Commission  In  the  administration  of 
the  revised  Interstate  commerce  law,  made  In  their  argument 
In  support  of  their  petition  for  re-argument  and  modification  of 
the  Commission's  order  In  the  rock  salt  case,  will  attract  wide 
attention.  It  is  hardly  to  be  gainsaid  that  members  of  Con- 
gress, when  they  enacted  the  revision  of  the  interstate  com- 
merce law,  had  It  In  mind  that  the  Commission  should  protect 
railroads  for  each  other.  That  they  wanted  to  put  the  railroads 
on  their  feet  and  then  make  It  Impossible  for  Ill-advised  mem- 
bers of  the  carrier  community  to  wreck  themselves  and  their 
neighbors  has  been  Inferred  from  speeches  of  Senator  Cummins 
and  other  members  of  the  committees  that  handled  the  legisla- 
tion. Wood  and  Fletcher  do  not  directly  attack  that  theory, 
but.  It  Is  suggested,  they  do  contend  that  the  Southern  , Pacific 
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and  Illinois  Central  cannot  be  forbidden,  constitutionally,  from 
carrying  salt  from  Louisiana  mines  to  Chicago,  on  an  assump- 
tion by  the  Commission  that  the  rate  they  propose  is  so  low 
that,  if  the  other  carriers  meet  it,  as  they  think  they  must,  the 
latter  will  not  obtain  as  much  revenue  as  they  and  the  Com- 
mission think  they  should  obtain  from  the  salt  traffic.  Indi- 
rectly, their  argument  suggests,  it  might  be  argued,  that  the 
mandate  of  the  statute  requiring  the  Commission  to  "initiate" 
rates  does  not  deprive  the  carriers  of  their  right  to  initiate 
rates,  which,  in  their  judgment,  will  give  them  the  fair  return 
guaranteed  by  the  constitution.  Inasmuch  as  Wood  and 
Fletcher,  in  their  petition,  alleged  a  violation  of  the  Constitu- 
tion when  the  Commission  forbade  the  rate  of  $4.20  a  ton  on 
rock  salt,  it  has  been  assumed  that  they  would  go  to  the  courts 
with  the  matter  in  the  event  the  Commission  did  not  retrace 
its  steps.  Henry  Ford's  Detroit,  Toledo  &  Ironton,  in  an  earlier 
case,  was  deprived  of  its  right  to  initiate  rates  on  coal  which, 
apparently,  it  thought  would  give  it  a  fair  return  on  the  value 
of  the  Ford  property  devoted  to  transportation  service. 


Aitchison  as  a  time  regulator.— On  account  of  one  of  his 
chief  occupations,  it  may  be  all  right,  a  few  years  hence,  to 
refer  to  Commissioner  Aitchison  as  Father  Time.  Just  now  he 
is  not  old  enough  to  be  thought  of  as  the  carrier  of  the  scythe 
and  the  hour  glass.  The  occupation  which  gives  him  great 
acquaintance  with  horology  is  that  of  trying  to  place  every  city 
and  community  where  it  desires  to  be  in  the  time  zones  com- 
manded by  law.  In  disposing,  recently,  of  the  claim  of  Toledo 
to  location  within  the  eastern  time  zone,  Aitchison  used  lan- 
guage that  might  be  taken  as  indicating  that,  to  him,  it  was 
mainly  a  matter  of  trying  to  ascertain  the  views  of  those  whose 
affairs  would  be  regulated  by  the  clock  as  to  the  zone  in  which 
they  should  be  placed.  Of  course,  that  is  not  the  fact,  because 
the  object  of  the  law  is  to  bring  about  certainty  and  uniform- 
ity. But  where,  as  in  t^ie  case  of  Toledo,  the  objecting  com- 
munity is  practically  on  the  boundary  line,  its  wishes,  the  re- 
port indicated,  might  be  regarded  as  controlling.  The  wishes  of 
Toledo  were  made  fairly  clear  by  the  vote  on  the  subject.  The 
mere  taking  of  a  referendum,  however,  might  be  taken  as  indi- 
cating that,  on  so  comparatively  simple  a  matter,  a  modern  com- 
munity can  get  "het  up"  over  what  looks  like  a  comparatively 
small  matter  just  as  easily  as  some  of  the  communities  whose 
fights  over  the  "green"  and  the  "blue"  amuse  readers  of  ancient 
history.  A.  E.  H. 


CONSOLIDATION    HEARING 

The  Traffic   World   Washington  Bureau 

The  Commission  has  put  out  what  it  calls  an  announcement 
for  the  guidance  of  the  respondent  railroads  and  others  who  may 
desire  to  be  represented  at  the  hearing  on  consolidation  of  rail- 
roads in  the  southeast  April  24,  formally  known  as  No.  12964. 
The  announcement  calls  attention  to  things,  which,  in  the  estima- 
tion of  the  Commission,  are  proper  to  be  borne  in  mind  by  those 
who  desire  to  be  heard  or  represented  at  that  hearing.  The 
things  to  be  borne  in  mind  are: 

1.  The  evidence  received  at  the  hearing  beginning  on  that  date 
will   be  confined   to  railway  properties  in  the  southeastern  region  as 
that   region   is  described   and    referred    to   in   Chapter  IV  of   the   ap- 
pendix  to   the   Tentative   Plan   of   the   Commission,    63   I.    C.    C..    455, 
adopted   August   3,   1921. 

2.  In   so  far  as  practicable   evidence   should  be   presented   in   re- 
spect of  these  railway  properties  in  the  order  in  which  they  are  listed 
in  each   system,   and  all  evidence  with   respect  to  one  system,   e.   K., 
System  No.   10 — Southern,   should  be  completed  before  passing  to  the 
next   system. 

3.  That  the  Commission  did  not  include  in  Its  tentative  plan  all 
the  carriers  geographically  within  the  territory  in  the  southeast;  nor 
that   because  water  lines   were   not   specifically   mentioned   they  were 
not  to   be   considered   in   making  up   plans   for   the   consolidation   but 
that  on  the  contrary  the  water  lines  controlled  by  the  carriers  men- 
tioned   should    be    considered    as    being    included    in    the    systems    in 
which   the   controlling  carrier  had   been  placed.     Therefore  the  Com- 
mission said  evidence  as  to  the  carriers  "not  so  included"   should  be 
presented  in  connection  with  the  question  as  to  the  system  in  which 
it   is  believed   they   should   be   included. 

4.  To   the   end   that  the    evidence  might  be   confined   to   relevant 
matters  the  Commission  directed  attention  to  paragraph  4  of  section 
5  of  the  interstate  commerce  law  which  it  summarized   to  show  the 
requirements  with  which  the  Commission   must  comply  in   preparing 
a    plan    for    consolidating   the    properties    into    a    limited    number    of 
systems,    as    follows:      "(1)  Competition  .must   be   preserved   as   fully 
as  possible;   (2)   Existing  routes  and  channels  of  trade  and  commerce 
must  be  maintained:    (3)   Subject  to   (1)   and   (2)   the  several  systems 
must  be  so  arranged  that  the  cost  of  transportation  as  between  com- 
petitive   systems    and    as    related    to    the    values    of    the    properties 
through  which   the   service  Is  rendered  shall   be   the  same,   so  far  as 
practicable,   so  that   these  systems  can   employ  uniform   rates  in   the 
movement    of    competitive    traffic    and    under    efficient    management 
earn   substantially  the   same   rate   of   return   upon   the   value  of   their 
respective   railway   properties." 

It  directs  attention  also  to  paragraph  6  of  the  same  section 
which  says  it  shall  be  lawful  for  two  or  more  carriers. to  con- 
solidate their  properties  into  one  corporation  for  the  ownership, 
management  and  operation  of  the  properties  therefore  in  separate 
ownership,  management  and  operation,  upon  the  condition  (1) 
that  the  consolidation  will  be  In  complete  harmony  with  and  In 
furtherance  of  the  complete  plan  of  consolidation  mentioned  In 
paragraph  5,  and  must  be  approved  by  the  Commission;  (2)  the 


bonds  at  par,  of  the  corporation  which  Is  to  become  the  owner 
of  the  consolidated  properties,  together  with  the  outstanding  capi- 
tal stock,  at  par,  of  such  corporation,  shall  not  exceed  the  value 
of  the  consolidated  properties,  as  determined  by  the  Commission, 
ascertained  in  accordance  with  section  19a;  and  when  applica- 
tion for  consolidation  is  made  the  Commission  Immediately  shall 
proceed  to  the  ascertainment  of  the  value  of  the  properties  in- 
volved in  the  proposed  consolidation.  The  Commission,  In  Its 
announcement,  commented  on  the  paragraph  before  mentioned, 
saying: 

It  will  be  seen  that  stress  is  laid  throughout  upon  the  value  of 
the  properties  to  be  consolidated,  but  that  value  will  not  be  a  con- 
trolling factor  until  application  Is  made  for  the  consolidation  of  two 
or  more  railway  properties  after  the  complete  plan  shall  have  been 
adopted.  It  would  seem  therefore,  that  evidence  as  to  value  will 
not  be  helpful,  if  indeed  material,  at  the  present  stage  of  the  inquiry, 
and  certainly  not  evidence  as  to  the  financial  structure  of  the  re- 
spective carriers.  This  has  particular  reference  to  the  contention 
that  the  credit  of  the  so-called  "strong"  roads  will  be  impaired  by 
consolidation  with  so-called  "weak"  roads,  "weak"  in  many  instances 
in  the  sense  that  they  have  not  had  the  benefit  of  conservative  flnan- 

'a  5.  The  'statute  contemplates  consolidation  "into  one  corporation 
for  the  ownership,  management  and  operation  of  the  properties  there- 
tofore in  separate  ownership,  management  and  operation, 
would  seem  to  exclude  from  consideration  general  projects  or  pro- 
posals based  in  whole  or  in  substantial  part  on  contemplated  run- 
ning rights,  trackage  agreements,  and  the  like,  or  on  new  < 

™6.  "AS  stated  in  63  I.  C.  C.,   455,  the  tentative  plan  was  put  for- 
ward   in    order   to   elicit    a    full    record    upon   which    the  plan    to    t 
ultimately   adopted   can   rest,   and  without   prejudgment  of   any   mat- 
ter which  may   be   presented   upon   that   record.     This  announcemer 
should  not  be  construed  as  indicating  in  detail  what  evidence  should 
•be    adduced.      The    purpose   is    to    again    call   attention    to   the    broad 
general  grounds  of  the  statute  on  which  the  complete  plan  must  rest. 
It   is   understood,    of  course,    that  alternative   or   modified   plans  may 
be   submitted   in   lieu  of  any  system   proposed   in  the  tentative  plan. 

REPEAL   OF  ADAMSON   LAW 

The  Tragic  World   Washington  Bureau 

3.  W.  McClure,  president  of  the  National  Wholesale  Lumber 
Dealers'  Association,  in  an  address  this  week  before  the  annual 
convention  of  the  association  in  Washington,  declared  that 
apparently  a  "deadlock"  had  been  reached  with  regard  to  high 
freight  rates  and  that  it  could  be  broken  only  by  the  repeal  of 
the  Adamson  law. 

"The  heavy  increase  in  wages  which  was  saddled  on  the 
railways  through  the  action  of  this  vicious  law  was  the  least 
of  their  troubles,"  he  said.  "The  effective  destruction  of  the 
authority  and  discipline  of  the  railway  managers  over  their 
organizations  is  directly  responsible  for  the  demoralization, 
waste  and  increased  operating  costs  which  followed.  The  rail- 
roads themselves  and  the  governmental  bodies  having  regu- 
latory supervision  over  them  can  do  little  or  nothing  to  relieve 
shippers  and  the  general  public  so  long  as  the  Adamson  law 
acts  as  an  artificial  restraint  against  all  natural  and  economic 
laws. 

"The  railroad  systems  of  our  country  were  first  saved  from 
the  domination  of  the  big  shippers,  then  from  the  exploitation 
of  the  financiers,  then  from  the  blight  of  government  ownership 
and  operation,  and  now  the  public  must  devote  itself  to  the 
saving  of  our  transportation  system  from  the  clutches  of  the 
organized  workers  who  are  demanding  that  they  be  maintained 
as  a  preferred  laboring  class,  free  from  responsibility  for  their 
acts  and  exempted  by  statute  from  the  natural  operation  of 
fundamental  laws  which  govern  all  business.  I  have  faith  in 
the  American  people  and  believe  they  will  never  tolerate  the 
seizure  of  our  railroads  for  the  special  benefit  of  any  one  class 
or  group  of  men,  whether  they  be  shippers,  financier,  or  em- 
ploye." 


RESTORATION  OF  STATE  CONTROL 

Amendment  of  sections  402,  406  and  416  of  the  transportation 
act  for  the  purpose  of  "restoring  to  state  commissions  certain 
jurisdiction  exercised  over  intrastate  questions  prior  to  the  war 
with  Germany,"  is  provided  in  a  bill  (H.  R.  10939)  introduced  by 
Representative  McClintic,  of  Oklahoma.  Mr.  McClintic  said  the 
purpose  of  the  bill  was  to  amend  each  section  named  so  as  to 
restore  to  the  state  commissions  control  over  intrastate  com- 
merce and  to  meet  the  situation  created  by  the  decision  of  the 
Supreme  Court  in  the  Wisconsin  case.  As  to  car  service  regu- 
lation in  time  of  emergency,  he  said  his  bill  required  the  Com- 
mission to  declare  by  proclamation  or  notice  to  the  state  com- 
missions that  an  emergency  exists  and  that  in  such  period  the 
Commission  could  issue  orders  affecting  intrastate  commerce. 
The  bill  also  provides  for  joint  hearings  between  the  state  and 
federal  commissions  in  matters  affecting  intrastate  commerce. 


WISCONSIN   ROAD  ABANDONMENT 

The  Ashland,  Odanah  &  Marengo  Railway  Co.,  has  applied  to 
the  Commission  for  authority  to  abandon  its  line  from  Odanah, 
Wis.,  to  a  point  20  miles  distant  in  a  southeasterly  direction  to 
territory  where  the  timber  has  just  been  removed.  The  road 
was  built  solely  to  carry  logs  to  Odanah  for  a  lumber  company 
which  has  ceased  operations. 
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Decisions  of  Interstate  Commerce  Commission 


RATES,  INDIANA  TO  TWIN  CITIES 

When  the  carriers  have  made  the  revision  in  class  and  com- 
modity rates  from  Indiana,  other  than  the  part  of  that  state 
which  takes  Chicago  rates,  commanded  by  the  Commission  in  a 
report  written  by  Commissioner  Meyer  on  No.  11388,  Public 
Service  Commission  of  Indiana  et  al.  vs.  Atchison,  Topeka  ft 
Santa  Fe  et  al..  opinion  No.  7440,  66  I.  C.  C.  512-22  (see  Traffic 
World,  March  18,  page  616).  they  will  have  taken  another  step 
to  eliminate  what  the  Indiana  shippers  have  contended  for  years 
has  been  an  unduly  prejudicial  situation  that  has  restricted 
their  trade  with  St.  Paul  and  Minneapolis  and  through  those 
cities  to  the  northwest. 

The  Commission  held  that  class  rates  from  Indiana,  other 
than  the  Chicago  rate  points,  on  the  first  five  classes,  and  the 
commodity  rates  on  agricultural  implements;  band,  bar,  boiler, 
and  rod  iron  and  steel;  nails  and  wire;  new  furniture;  glass 
fruit  Jars;  paper  boxes,  and  matches,  which  are  based  on  com- 
binations via  Chicago  or  other  Junctions  are  unreasonable  and 
unduly  prejudicial  to  the  extent  they  exceeded  and  may  exceed 
rates  from  Illinois  and  the  west-bank  points  In  Iowa  and  Mis- 
souri to  the  same  cities.  Commissioners  Hall.  Aitchlson,  East- 
man and  Potter  dissented,  without,  however,  writing  *  separate 
report.  Commissioner  Lewis,  who  was  a  member  of  the  Indi- 
ana commission  when  the  case  arose,  took  no  part  In  it. 

The  Commission  held  the  record  did  not  warrant  the  pre- 
scription of  the  official  classification  in  connection  with  the  new 
rates  from  Illinois,  or  western  classification  In  connection  with 
the  new  rates  from  Indiana  points,  as  sought  by  the  complain- 
ants. The  Commission  said  that  where  substantial  differences 
exist,  the  detriment  to  the  Indiana  shippers  should  be  removed 
by  exceptions  to  the  classification,  by  making  uniform  the 
classification  ratings  or  by  establishing  commodity  rates.  It 
also  added  the  carriers  should  continue  the  work  of  making 
uniform  the  ratings  in  the  several  classifications  as  rapidly  as 
possible,  particularly  In  so  far  as  the  higher  classes  were  con- 
cerned. 

The  carriers  are  expected  to  take  the  Initiative  In  making  the 
needed  revision  and  to  put  something  to  compliance  with  the 
report  before  the  Commission  not  later  than  July  1.  The  record, 
the  Commission  said,  should  be  held  open  for  the  entry  of 
whatever  orders  may  be  necessary. 


SUGAR  RATES  IN  TEXAS 

In  a  supplementary  report  (see  Traffic  World.  March  18. 
page  584)  on  No.  11764.  In  the  matter  of  Intrastate  rates 
within  the  state  of  Texas  (mimeographed  without  opinion 
or  page  numbers)  the  Commission  dealt  with  one  phase  of 
the  many-sided  sugar  rate  question.  It  excluded  from  Its 
order  In  the  case  mentioned,  rate*  from  Sugarland.  Tex.,  to 
Texas  common  points  because.  In  the  language  of  Commissioner 
Hall,  author  of  the  report,  "the  rate*  from  New  Orleans  and 
points  taking  the  same  rates  to  Texas  common  points  most 
nearly  correspond  to  the  Intrastate  rate*  from  Sugarland.  It  Is 
equally  clear  that  respondents,  by  their  voluntary  reduction  of 
the  interstate  rates,  not  only  from  Louisiana  but  from  Colorado 
and  other  western  states  which  compete  with  Sugarland.  have 
removed  the  undue  preference,  undue  prejudice  and  unjust  dis- 
crimination against  Interstate  commerce,  which  we  found  to 
exist  as  a  result  of  their  failure  to  Increase  rates  from  Sugar- 
land  in  amounts  corresponding  to  the  Increases  theretofore 
made  in  their  interstate  rate*  and  in  effect  when  our  original 
order  was  entered.  That  order  therefore  will  be  modified  so 
a*  to  exclude  from  Its  provisions  the  rates  on  refined  sugar, 
carloads,  from  Sugarland  to  Texas  common  points." 

The  Interesting  part  of  the  case,  Incidentally  disclosed  In 
the  report.  Is  that  while  the  old  relationship  of  rate*  from  New 
Orleans  and  from  Sugarland  that  existed  before  the  advent  of 
government  control,  namely.  Sugarland  11  cents  under  New  Or- 
leans to  Texas  common  points,  was  restored  by  changes  made 
last  October,  some  of  the  lines  In  that  part  of  the  country  are 
proposing  to  cut  the  rate  from  Sugarland  to  the  common  point 
territory  by  the  same  number  of  cents  per  100  pounds  as  the 
rate  from  New  Orleans  was  cut  In  October.  Tariffs  to  that  effect 
are  In  the  files,  proposing  to  make  the  cut  from  Stirarland  opera- 
tive April  5. 

Under  the  Railroad  Administration.  Sugarland  was  24.5  cents 
under  New  Orleans.  Commissioner  Hall,  In  his  report,  said  If 
the  rates  now  In  effect  from  New  Orleans,  Colorado,  Utah  and 
Idaho  had  been  In  effect  at  the  time  of  the  original  order  In  the 
Instant  case,  the  Increase  from  Sugarland  would  have  been  only 
on*  cent  over  the  rate  in  effect  July  29,  1920.  The  Texas  com- 
mission, however,  allowed  an  Increase  of  14  cents.  The  Implica- 
tion Is  that  If  the  carriers  in  the  southwest  complain  of  any 


paucity  of  revenues  because  of  sugar  rates,  they  will  not  be 
able  to  blame  it  on  anything  the  Texas  commission  did,  but 
on  their  voluntary  acts  in  reducing  rates  from  New  Orleans, 
Colorado,  Utah  and  Idaho  so  as  to  shrink  the  difference  of 
24.5  cents  allowed  by  the  Railroad  Administration  to  the  old  dif- 
ference of  11  cents.  The  rate  allowed  by  the  Texas  commission, 
Mr.  Hall  pointed  out,  from  Sugarland  to  Texas  common  points 
reduced  the  difference  to  11.5  cents,  using  the  rate  from  New 
Orleans  voluntarily  established  by  the  carriers,  as  the  base 
from  which  to  make  the  calculation.  The  first  order  of  the 
Commission  in  the  intrastate  rate  case,  the*  instant  one,  was  to 
increase  the  rate  from  Sugarland  to  common  point  territory 
from  55.5  to  56  cents,  at  which  point  the  additional  order  in 
this  case  leaves  the  rate.  It  is  in  line  with  the  rate  from  New 
Orleans  established  by  the  carriers  and  therefore  the  Commis- 
sion has  modified  its  own  order  so  as  not  to  require  the  estab- 
lishment of  a  rate  from  Sugarland  that  would  be  in  strict  accord 
with  its  original  order  in  this  case.  But  for  the  acts  of  the 
carriers  in  cutting  the  rates  permitted  by  the  Commission  in 
its  report  on  Ex  Pane  74,  the  Sugarland  rate  would  have  to 
KO  up. 


USE  OF  BRIDGE  AT  KEOKUK 

Holding  that  It  has  no  Jurisdiction  over  the  contracts  be- 
tween the  Keokuk  ft  Hamilton  Bridge  Company  and  the  rail- 
roads that  use  the  structure  owned  by  that  company  in  getting 
Into  and  out  of  Keokuk,  la.,  the  Commission  has  dismissed  No. 
12006.  Keokuk  ft  Hamilton  Bridge  Co.  vs.  Wabash  Railway  Co. 
et  al..  opinion  No.  744.",.  66  I.  C.  C.  645-9.  Commissioner  Esch 
wrote  the  opinion.  In  the  course  of  which  he  had  to  construe 
the  third  paragraph  of  the  first  section  of  the  interstate  com- 
merce law,  which  says  the  term  "railroad"  as  used  in  the  act 
shall  Include  all  bridges,  car  floats,  lighters  and  ferries  used 
by  or  operated  In  connection  with  any  railroad. 

The  complaining  bridge  company  desired  the  Commission  to 
declare  reasonable  tolls  for  the  Wabash  and  other  railroads  that 
have  been  using  the  bridge  for  fifty  odd  years.  It  alleged  the 
Wabash  and  other  railroads  were  diverting  traffic  from  the  route 
over  Its  bridge  to  other  bridges  and  thereby  unduly  preferring 
them  to  Its  prejudice.  It  asked  for  not  only  reasonable  divi- 
sions out  of  the  through  rates  but  an  order  compelling  the 
defendants  to  move  traffic  In  "its  natural  and  economical  chan- 
nels over  complainant's  bridge  to  and  from  Keokuk,"  as  If  it 
were  a  common  carrier  and  the  question  one  of  divisions. 

The  Commission,  when  Its  Jurisdiction  was  questioned  by 
the  railroad,  turned  to  Its  own  derision  In  the  Enterprise  Trans- 
portation case.  12  I.  C.  C.  326,  and  K.  ft  I.  Bridge  Co.  vs.  L.  ft 
.V.  37  Fed.  667,  and  Its  own  conference  ruling  on  the  subject 
and  held  that  the  relationship  between  the  complainant  and 
the  defendants  was  a  matter  of  contract  over  which  it  had  no 
Jurisdiction.  That  was  the  substance  of  the  examiners'  tenta- 
tive report,  to  which  the  complainant  had  excepted. 


RATES  ON  PAPER 

In  a  report  on  No.  11950,  Minnesota  &  Ontario  Paper  Co. 
et  al.  vs.  Northern  Pacific  et  al.,  opinion  No.  7452,  66  I.  C.  C. 
571-87.  and  cases  bracketed  with  It,  wrltteen  by  Commissioner 
Eastman,  the  Commission  has  ordered  the  grouping  of  paper  and 
paper  articles  Into  three  groups,  using  newsprint  as  basic,  and 
the  establishment  of  rates  based  on  Fox  River  group  rates  to 
typical  destinations,  determined  by  the  use  of  a  table  of  dif- 
ferentials set  forth  In  the  report  and  order.  The  case  covered 
psjsjsr  and  paper  articles  from  mills  In  the  Northwest,  Indiana, 
Illinois,  Missouri  and  Kansas  to  the  west  and  south  of  the 
points  of  origin. 

It  is  suspected  that  if  the  scheme  of  grouping  paper  and 
paper  articles,  and  the  making  of  rates  in  relation  to  the  rates 
from  the  Fox  River  group  of  origin  proves  satisfactory.  It  will 
be  extended  to  all  parts  of  the  country  Newsprint  and  blank, 
unfinished  wall  paper,  are  to  constitute  the  basic  group;  print- 
Ing  paper,  other  than  newsprint,  wrappers,  bags,  printed  and 
imprinted,  binder  board  and  wrapping  paper  are  to  constitute 
the  second  group.  The  third  group  is  to  consist  of  writing  paper 
other  than  folded,  order  blanks,  paper  tablets  and  things  of  that 
kind.  Rates  on  newsprint  are  to  be  100  per  cent.  The  rates 
on  the  second  group  are  not  lo  exceed  110  per  rent  of  the  news- 
print group  and  the  rates  on  the  third  group  are  not  to  exceed 
133M  per  cent  of  the  first. 

The  basic  rate  Is  to  be  17  cents  from  Fox  River  to  Chicago. 
The  order  does  not  specifically  prescribe  17  cents  as  the  basic 
rate,  but  nearly  every  party  to  the  complaint  regarded  the  rate 
from  Fox  River  to  Chicago  as  the  basic  one.  The  Commission 
named  rates  from  the  Fox  River  group  to  what  It  called  typical 
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points  and  in  that  table  of  rates  and  differentials,  herein  pre- 
sented, the  Fox  River-Chicago  rate  heads  the  list. 

The  finding  and  order  in  this  case  supersede  the  finding  and 
order  in  Lake  Superior  Paper  Co.  vs.  Director-General,  61  I.  C.  C. 
709,  issued  May  11,  1921,  as  modified  in  64  I.  C.  C.  33.  The  order 
in  that  case  is  to  be  set  aside  and  vacated. 

The  findings  of  the  Commission  are  as  follows: 

Upon  consideration  of  all  the  facts,  we  find  that  the  Interstate 
rates  attacked,  applicable  on  newsprint,  In  carloads,  from  the  Pox 
River  group  to  the  typical  destinations  named  are,  and  for  the  future 
will  be,  unreasonable  to  the  extent  that  they  exceed  or  may  exceed 
the  rates  set  forth  in  the  appendix  hereto;  and  that  the  interstate 
rates  on  printing:  p«per  and  on  writing  paper,  in  carloads,  and  on  pa- 
paper  or  paper  articles  grouped  with  printing  paper  or  writing  paper, 
as  hereinbefore  approved,  from  the  Fox  River  group  to  the  same  des- 
tinations are,  and  for  the  future  will  be,  unreasonable,  to  the  extent 
that  they  exceed  or  may  exceed  by  more  than  10  and  33%  per  cent, 
respectively,  the  corresponding  rates  on  newsprint  contemporaneously 
in  effect  between  the  same  points.  We  further  find  that  the  respec- 
tive interstate  rates  on  newsprint,  in  carloads,  from  the  northern  Wis- 
consin and  Minnesota  groups.  International  Falls,  Minn.,  Groos.  Man- 
istique,  and  Munising,  Mich.,  and  from  Fort  .Frances  and  Sault  Ste. 
Marie.  Ontaria,  for  that  portion  of  the  transportation  within  the 
United  States,  to  the  same  destinations,  are,  and  for  the  future  will 
be,  unduly  prejudicial  to  or  unduly  preferential  of  shippers  thereun- 
der to  the  extent  that  they  are  or  may  be  greater  or  less  than  rates 
made  by  applying  to  the  corresponding  rates  contemporaneously  in 
effect  from  the  Fox  River  group,  differentials  which  bear  to  such  cor- 
responding contemporaneous  rates  the  same  percentage  relation  that 
the  differentials  set  forth  in  the  appendix  hereto  bear  to  the  corre- 
sponding rates  from  the  Fox  River  group  set  forth  in  said  appendix; 
and  that  the  respective  interstate  rates  on  printing  paper  and  on 
writing  paper,  in  carloads,  and  on  paper  or  paper  articles  grouped 
with  printing  paper  or  with  writing  paper,  as  hereinbefore  approved, 
from  the  above-named  origin  grovips  or  points  to  the  same  destina- 
tions are,  and  for  the  future  will  be,  unduly  prejudicial  to  or  unduly 
preferential  of  shippers  thereunder  to  the  extent  that  they  are  or 
may  be  greater  or  less  than  rates  made  by  increasing  the  correspond- 
ing rates  on  newsprint,  in  carloads,  contemporaneously  in  effect  be- 
tween the  same  points  by  the  same  percentages  that  the  corresponding 
rates  from  the  Fox  River  group  exceed  the  rates  on  newsprint  to  said 
points. 

The  figures  in  the  appendix  shown  in  italics  represent  differentials 
under  the  Fox  River  group.  Rates  and  differentials  to  points  in- 
cluded in  the  complaints  but  not  specifically  named  in  the  appendix 
should  be  established  in  harmony  with  those  herein  prescribed.  The 
basic  rates  prescribed  from  the  Fox  River  group  are  maximum 
reasonable  rates,  and  lower  rates  may  be  established  by  defendants 
if  they  so  desire,  as,  for  example,  for  the  purpose  of  meeting  foreign 
or  domestic  competition  at  New  Orleans,  if  such  reductions  are  other- 
wise lawful. 

Upon  this  record  and  as  the  issues  are  presented,  we  can  not  pre- 
scribe rates  and  relationships  on  intrastate  traffic.  The  present  in- 
terstate rates  to  Milwaukee  on  newsprint  from  all  points  of  origin 
named  in  the  appendix  appear  to  be  reasonable  and  'fairly  aligned 
with  each  other  and  with  the  present  intrastate  rate  of  13  cents  from 
the  Fox  RiveT  group,  except  that  the  rates  from  the  Minnesota  group, 
Groos,  Manistique,  and  Munising  should  not  exceed  by  more  than  11, 
3,  4,  and  5  cents,  respectively,  the  rates  contemporaenously  in  effect 
from  the  Fox  River  group  to  Milwaukee.  Defendants  will  be  expected 
to  revise  these  rates  and  the  related  rates  on  group-2  and  group-3 
articles  accordingly.  The  interstate  rates  prescribed  on  newsprint  to 
St.  Paul,  Duluth.  and  Albert  Lea  bear  a  fair  relation  to  the  present 
intrastate  rates  from  most  points  in  the  Minnesota  group.  Defen- 
dants will  be  required  to  maintain  the  differential  relationship  pre- 
scribed on  traffic  from  International  Falls  to  St.  Paul,  Duluth,  and 
Albert  Lea  over  interstate  routes  and  on  traffic  from  Fort  Frances, 
Ontaria,  to  the  same  points  for  that  portion  of  the  transportation 
within  the  United  States. 

The  three  complaints  filed  by  consumers  of  paper  and  paper  ar- 
ticles at  Wichita,  Oklahoma  City,  and  Okmulgee,  Nos.  11836.  11846, 
and  Sub.-No.  1,  and  11864.  involve  certain  rates  that  are  not  included 
in  the  preceding  findings,  viz.,  rates  on  newsprint  and  certain  other 
kinds  of  paper  and  paper  articles  from  Chicago,  111.,  St.  Louis,  Mo., 
and  Alexandria,  Ind.,  to  Wichita,  and  from  these  points  and  Sturgeon 
Falls,  Ontario,  to  Oklahoma  City  and  Okmulgee;  on  wrapping  and 
toilet  paper  and  towels  from  Kansas  City,  Mo.,  to  Oklahoma  City; 
on  strawboard  and  chip  board  from  Hutchinson,  Kans.,  to  Oklahoma 
City;  on  paper  tablets  from  St.  Joseph,  Mo.,  to  Oklahoma  City,  and 
on  building  and  roofing  paper  from  Chicago,  St.  Louis,  and  points 
taking  the  same  or  related  rates  to  Oklahoma  City. 

We  find  that  the  rates  on  newsprint,  in  carloads,  from  Chicago 
and  St.  Louis,  respectively,  to  Wichita,  Oklahoma  City,  and  Okmul- 
gee are,  and  for  the  future  will  be,  unreasonable  to  the  extent  that 
the  rates  from  Chicago  exceed  the  maximum  rates  hereinbefore  found 
reasonable  from  the  Fox  River  group  to  the  same  points,  and  to  the 
extent  that  the  rates  from  St.  Louis  exceed  rates  which  are  9  cents 
less  than  the  contemporaneous  rates  from  Chicago.  The  corresoond- 
ing  rates  attacked  on  other  kinds  of  paper  or  paper  articles  should 
be  determined  in  accordance  with  the  relationships  to  the  rates  on 
newsprint  hereinbefore  approved.  The  rates  from  Sturgeon  Falls,  De- 
troit, and  Petoskey,  Mich.,  Alexandria,  and  other  points  of  origin 
named  in  these  complaints  base  on  Chicago  or  St.  Louis  and  should 
be  correspondingly  revised. 

The  present  rate  on  wrapping  paper  from  Kansas  City.  Mo.,  to 
Oklahoma  City,  343  miles,  is  76.5  cents,  as  compared  with  the  maxi- 
mum rates  of  68  cents  from  the  Fox  River  group  and  58.5  cents  from 
St.  Louis,  hereinbefore  prescribed.  It  is  8  cents  less  than  the  present 
rate  from  St.  Louis.  The  present  rate  on  toilet  paper  and  paper 
towels  from  Kansas  City  to  Oklahoma  City  is  77.5  cents,  and  on  paper 
tablets  from  St.  Joseph.  Mo.,  to  Oklahoma  City,  81  cents.  Consider- 
ing the  numerous  comparisons  of  record  and  the  relationships  herein- 
before prescribed,  we  find  that  these  rates  are,  and  for  the  future 
will  be,  unreasonable  to  the  extent  that  they  exceed  or  may  exceed 
49  cents  on  wrapping  paper  and  59.5  cents  on  toilet  paper  and  paper 
towels  from  Kansas  City  and  59.5  cents  on  paper  tablets  from  St 
Joseph. 

The  present  rate  on  strawboard  and  chip  board,  in  carloads,  from 
Hutchinson,  Kans.,  to  Oklahoma  City,  231  miles,  is  61  cents,  as  com- 
pared with  rates  of  19  cents  to  Kansas  City,  219  miles;  30.5  cents  to 
Joplin,  268  miles;  and  34.5  cents  to  St.  Louis,  496  miles.  These  rates 
yield  52.8,  17.4,  22.8,  and  13.9  mills  per  ton-mile,  respectively.  (We 
find  that  the  rate  on  strawboard  and  chip  board,  in  carloads,  from 
Hutchinson  to  Oklahoma  City  is,  and  for  the  future  will  be,  unrea- 
sonable to  the  extent  that  it  exceeds  or  may  exceed  the  rate  contem- 
poraneously In  effect  from  Hutchinson  to  Joplin.) . 

The  present  rates  on  building  and  roofing  paper  are  79.5  cents 
from  St.  Louis  and  83  cents  from  Chicago  to  Oklahoma  City.  The 
rates  from  Marseilles,  111.,  Kalamazoo,  Port  Huron,  and  Detroit, 


Mich.,  and  other  points  of  origin  concerned  are  based  on  arbltrarles 
over  St.  Louis  subject  to  the  combinations  of  locals  as  maxima.  Ex- 
hibits show  that  the  rates  on  building  and  roofing  paper  are,  in  gen- 
eral, slightly  lower  than  on  newsprint.  (We  find  that  the  rates  on 
building  and  roofing  paper  from  St.  Louis  and  Chicago  to  Oklahoma 
City  are  and  for  the  future  will  be,  unreasonable  to  the  extent  that 
they  exceed  or  may  exceed  95  per  cent  of  the  rates  on  newsprint, 
hereinbefore  prescribed,  and  that  the  rates  from  Marseilles,  Detroit, 
Kalamazoo,  Port  Huron,  and  other  points  of  origin  concerned  are,  and 
for  the  future  will  be,  unreasonable  to  the  extent  that  the  factors 
from  St.  Louis  to  Oklahoma  City  exceed  or  may  exceed  the  rate  from 
St.  Louis  to  Oklahoma  City  hereinbefore  found  reasonable.) 

We  further  find  that  during  the  respective  periods  between  June 
25.  1918,  and  August  24.  1920,  and  prior  to  June  25,  1918,  the  rates 
attacked  in  Nos.  11836,  11846,  and  Sub.  No.  1,  and  11864,  were  unrea- 
sonable to  the  extent  that  they  exceeded  rates  made  by  deducting 
from  the  rates  hereinbefore  prescribed  as  reasonable  for  the  future, 
the  percentages  of  increase  authorized  by  us  on  July  29,  1920,  and  by 
the  Director-General  in  general  order  No.  28. 

The  appendix  to  which  reference  Is  made  in  the  report  and 
the  order,  and  which  is  to  be  used  by  the  carriers  In  the  making 
of  their  tariffs,  sets  forth  differentials  under  and  over  the  Pox 
River  basic  rates.  The  differentials  under  are  printed  in  italics 
and  those  over  are  in  ordinary  type.  The  table  is  as  follows: 
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(*)  Grouped  with   Neenah,   Wis. 
The   Commission   says: 


(t)  Grouped   with   Eau   Claire,   Wis. 


The  rates  prescribed  represent  substantial  reductions  to  most 
points  west  and  southwest  of  the  Missouri  River  cities.  These  reduc- 
tions are  clearly  justified  by  the  facts  of  record,  particularly  by  com- 
parisons with  rates  to  certain  points  in  that  territory  which  may  be 
accepted  as  reasonable,  inasmuch  as  they  are  either  based  on  rates 
voluntarily  established  by  the  carriers  or  approved  by  us  in  other 
cases.  To  points  on  and  east  of  the  Missouri  and  Mississippi  Rivers, 
increases  as  well  as  reductions  in  the  rates  on  newsprint  will  result 
from  our  findings.  Considering  the  present  distribution  of  the  traffic 
and  the  regrouping  of  paper  and  paper  articles  which  will  accom- 
pany the  changes  in  rates,  it  seems  probable  that  the  total  revenues 
on  the  traffic  will  not  be  greatly  reduced.  The  readjustment  prescribed 
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will    iiniiueMion.il.l)     provide    more    just    and    reasonable    relationships 
n    the   various   points   of   origin   and   destination.      It    is    pre- 
scribed  without    prejudice   to  an>    rhani:.-    in    thi-    general    level    of   th. 
rates  on  paper  and  paper  articles  which  ma>  .sonant?  as  the 

result  of  tin-  evidence  in  th.-  K> •<>< -ral  rut.-  Investigation.  No.   13293. 

The  report  also  Include!  N...  HUM.  l..-ik.  Su|.  rior  Paper  Co  et  at 
va.  Ahnapee  &  \\Vstern  Ky.  t'o.  et  nl. :  No.  121i>s,  Wisconsin  Traffic 
A*»n  V  \V.  Ky.  Co.  et  al.:  No.  11836.  Wichita  Board  of  Com- 

iiieii-..  et  al.  vs.  Director  General,  as  agent,  et  al.:  No.  11846.  Oklahoma 
Publishing  I'M.  et  al.  vs.  Director  General,  as  agent,  et  al  •  No  11846 
iSub  No.  I).  Times  Publishing  Co.  et  al.  vs.  Director  General  as 
agent,  et  al. ;  No.  11864.  Oklahoma  Paper  Co.  et  al.  vs  Director  Gten- 

'I'.i'x.  l-.k.    Superior  Paper  Co.  et  al.  vs 
il.  as  agent,  et  al. 

The  Commission  held  that  reparation  should  be  made  to 
complainants  in  Nos.  11836.  11846.  Sub-No.  1.  of  that  complaint, 
and  11864.  Reparation  in  the  other  cases  was  denied,  because, 
in  some  instances,  the  two  years'  limitation  intervened:  in  others 
because  the  shipments  were  made  in  club  cars  and  the  freight 
pVorated  in  such  a  way  that  no  segregation  of  the  charges 
could  be  made,  and  in  others  because  the  complainants  had  not 
paid  and  borne  the  charges. 


RATES   ON   FRUIT   JARS,    ETC. 

A  finding  of  undue  prejudice  and  preference  has  been  made 
In  a  report  written  by  Commissioner  Meyer  on  No.  10949.  Ball 
Brothers  Glass  Manufacturing  Company  vs.  Director-General. 
Ahnapee  A  Western  et  al..  opinion  No.  7441.  66  I.  •  x.  as 

to  rates  on  glass  fruit  jars,  fruit  Jar  tops  and  jelly  glasses,  from 
Muncie,  Ind..  to  points  in  Wisconsin  and  Minnesota,  comparison 
with  rates  on  the  same  classes  of  traffic  from  Hillsboro,  111.,  to 
same  destinations.  The  complaint  was  based  on  the  fact  that 
rates  from  the  Indiana  city  were  from  7.5  to  14  cents  higher 
than  from  the  Illinois  city,  on  articles  rated  fifth  class  in  both 
official  and  western  classification  territories.  The  difference-*  in 
the  rates  in  some  Instances  were  less  and  in  some  greater  than 
the  differences  that  would  have  resulted  from  the  strict  appli- 
cation of  the  fifth  class  rating. 

Unreasonableness  was  alleged  but  not  stressed.  Commis- 
sioner Meyer  said,  the  issue  being  the  relationship  of  the  rates, 
•mmissloner  disposed  of  the  matter  by  saying  th-u  com- 
pliance with  Its  order  In  Indiana  Public  Service  Commission  vs 
A.  T.  A  8.  F.  et  al..  66  I  C  C  512.  deckled  only  a  few  days  be 
fore  the  re|»ort  In  this  case  came  out.  the  undue  prejudice 
against  the  complainant  would  be  remove,!  Therefore  It  held 
open  the  record  In  this  case,  as  it  ilid  in  (he  controlling  case,  to 
give  the  carriers  an  opportunity  to  file  rates  on  or  before  July 
1,  removing  the  prejudice. 

TIME  FOR  PRESENTING  CLAIMS 

The  Commission  has  dismissed  No.  12511.  Carnation  Milk 
Products  Company  TS.  Director-General,  as  agent,  and  Great 
Northern,  opinion  No.  7447.  <«  I  <  i  i53-S.  holding  the  rule 
limiting  the  period  within  which  claim*  may  be  presented  for 
the  cancellation  or  refund  of  demurrage  charges  assessed  or 
collected  on  account  of  bunching  of  car*  for  unloading,  or  re- 
consigning,  at  stations  on  the  Great  Northern,  was  not  and  Is 
not  unreasonable.  In  disposing  of  this  complaint  the  Commis- 
sion said  It  was  the  first  one  ever  made,  on  the  formal  docket 
against  the  rule. 

In   this  ease  29  carloads  of  tlnplate   were   Involved    They 
In   transit   so  cars   started    from    points   in    the 
Istrict   In  January  and   February.   1918.  arrived   be- 
tween March  7  and  March  14  of  that  year.     March  2«  the  Great 
Northern  presented  a  bill  for  demurrage  amounting  to  $150      It 
was  paid  June  1  and  June  30  a  claim  for  refund  was  made  under 
the  bunching  rule.     It  was  rejected  on  the  ground  that  It  was 
not  presented  within  15  days  as  provided  In  the  Great  North- 
•ns   rale,   which,   although   published    In   an    individual    tariff 
was  the  uniform  national  demurrage  code  rule. 

The   complainant   contended    the    rule  of   15  days  and   the 
0  days,  established  December   1.   1919,   was  unreason- 
It  did  not  allow  sufficient  time  for  collecting  data, 
contended   also   the   carrier   had   admitted    the   unreasonable-" 
•       0    the  15-day  rule  by  changing  It  to  30  days  In  December. 

The  Commission  disagreed  with  those  contention*  In  toto. 

-   r.|,  r     it  said  the  local  agent  of  the  delivering  line  did 

not  in  every  case  have  In  his  possession  alt  Information  neces- 

to  determine   whether  or   not   bunching   had   taken   place 

rough  carrier  negligence.     It  said  the  consignee  generally  had 

that  Information  by  the  time  the  cars  were  released 

Another  criticism   made  by  the  complainant   was  the  lack 
certainty   as   to  when   the   16   days   began    running,   whether 
the  date   the   demurrage   was   paid,    whether   when    they 
-rued   or   whether   when   the   bill    was  rendered.     Whichever 
date  was  used  In  this  Instance,  the  Commission  said,  the  com- 
plainant's   claim    was    barred.      It    added    the    practice   on    the 
Great   Northern  at  the  time  was  to  compute  the  1.1  days  from 
the  time  the  bill  vyia  rendered. 

As   to   the   contention   of  the   complainant   that  change   of 
ime  from  15  to  30  days,  made  December  1,  1919.  was  a  confes- 
sion of  unreasonableness,  the  Commission  pointed  to  the  answer 


of  the  defendants,  which  was  they  had  changed  the  time  be- 
cause the  bunching  rule  is  part  of  the  weather  interference  rule, 
for  the  successful  working  of  which  30  days  are  needed.  The 
30-day  requirement  of  that  rule,  the  defendants  said,  was  ex- 
tended to  the  bunching  rule,  so  as  to  avoid  confusion,  after  pro- 
longed conferences  between  the  American  Railway  Association 
and  the  National  Industrial  Traffic  League,  for  no  reason  other 
than  the  avoidance  of  confusion. 


TOLEDO  ON  EASTERN  TIME 

At  2  o'clock  in  the  morning,  April  1,  the  city  of  Toledo,  O., 
will  change  its  clocks  by  advancing  their  hands  so  as  to  show 
the  passage  of  an  hour  in  the  length  of  time  required  to  per- 
form that  operation.  At  that  hour,  in  accordance  with  a  sup- 
plemental report,  the  seventh,  on  No.  10122,  Standard  Time  Zone 
Investigation,  opinion  No.  7451,  66  I.  C.  C.  566-9,  written  by 
Commissioner  Aitchison,  that  city  will  begin  operating  on  east- 
ern instead  of  central  time.  The  order  in  the  case  provides  for 
changing  the  boundary  between  the  two  districts  so  as  to  throw 
Toledo  into  the  eastern  time  zone  and  authorizes  railroads 
affected  by  the  change  to  rearrange  their  schedules. 

Toledo  passed  through  hard  trials  and  tribulations  before 
ascertaining  her  own  mind  on  the  subject.  The  Commerce  Club 
asked  for  an  order  placing  the  city  in  the  eastern  zone  and  a 
public  hearing  was  held,  but  there  was  such  a  division  of 
sentiment  that  the  Commission  held  the  convenience  of  com- 
merce did  not  require  a  change.  Then  the  mayor  of  the  city 
called  an  election  on  the  subject,  the  result  being  a  vote  of 
more  than  33.000  in  favor  of  a  change,  while  only  15,519  voted 
for  a  retention  of  the  oenlral  time  schedule. 


•    LUMBER  FROM  THE  S.  P.  &  S. 

The  Commission  has  issued  a  report  on  I.  and  S.  No.1396, 
elimination  of  routing  on  lumber  from  Spokane,  Portland  and 
Seattle  via  Pasco  or  Spokane.  Wash,  (mimeographed  without 
opinion  or  page  number),  holding  the  proposed  cancellation  of 
joint  rates  on  lumber  and  articles  taking  the  lumber  rates,  from 
points  on  the  S.  P.  &  S.  to  destinations  in  Montana,  Idaho,  Utah 
and  east  on  the  Union  Pacific  system  and  its  connections,  had 
not  been  justified  except  as  to  points  of  origin  west  of  Van- 
couver. Wash.  The  Commission  ordered  the  cancellation  of  the 
suspended  schedules  without  prejudice,  however,  to  the  filing 
of  schedules  in  conformity  with  the  finding  as  to  points  of  origin 
west  of  Vancouver. 

The  cancellation.  If  allowed,  would  have  caused  the  appli- 
cation of  combination  rates  higher  than  the  joint  rates  now  in 
effect.  The  joint  rates  from  Vancouver  and  stations  west  are 
via  Portland.  Ore,  ow-r  a  mute  not  under  consideration  in  this 
proceeding.  No  protest  was  made  ygalnst  the  proposal  as  to 
points  Vancouver  and  v. 

No  attempt  was  made,  the  Commission  said,  to  justify  the 
combinations.  On  the  contrary,  the  railroads  said  the  shippers 
should  have  the  benefit  of  joint  rates,  but  they  were  not  in  agree- 
ment as  to  the  routes  over  which  they  should  apply.  The  S. 
P.  *  S.  was  the  principal  protestant.  claiming  the  closing  of 
the  Silver  Bow  gateway  would  deprive  it  and  the  Northern 
Pacific  of  the  long  haul  they  now  have  on  the  traffic.  The  other 
carriers  claimed  the  publication  of  the  rate  via  Silver  Bow  was 
an  error  on  the  part  of  the  publishing  agent.  The  Silver  Bow 
route,  the  Commlsion  said,  was  about  L'un  miles  longer  than  the 
route  via  Wallula,  but  that,  considering  the  length  of  the  hauls, 
the  route  did  not  appear  unreasonably  long. 


RATES  ON  PETROLEUM  AND  PRODUCTS 
The  Commission  has  Issued  a  corrected  reprint  of  its  deci- 
sion In  No.  ln~.ll.  \Ve.-tein  Petroleum  Refiners'  Association  vs. 
Director-General,  Alabama  &  Vickxburg  et  al..  opinion  No.  7423. 
66  I .  i  C  ii:6.40.  The  correction  consists  of  the  addition  of  a 
short  paragraph  saying: 

illy  to  points  In  Ofllrial  ClHuxinoatlon  territory  cimt  of  the 
Illinois-Indiana  state  line  I.K.IU.I  i  I..M  il  IMI.H  are  iml>li.-li.',l  on  refined 
oil  from  ill.  mldcontlnent.  Burkburnett,  Hanger  ..,,,,|  shr.-veport  groups 

ist  St.   Ixnils.   III.,  which  are  J  cents  lower  than  the  local   rates  to 

...ills.     This  adjustment  should  I..    ionlliiM.il 

The  addition  was  made  so  as  to  make  it  certain  the  deci- 
sion would  not  be  taken  as  warrant  for  changing  the  method 
of  stating  the  rates,  or  the  amount  thereof,  that  is  now  in  effect, 
to  points  in  Central  Freight  Association  territory. 


TENN.   AND    KY.   COAL    RATES 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  11287.  Traffic  Club  of  Nashville  et  al.  vs. 
Director-General.  Ix>uisvlllc  k  Nashville  et  al..  opinion  No.  7442. 
66  I.  C.  C.  529-34,  as  to  rates  on  coal  from  Tennessee  mines 
on  the  Tennessee  Central,  in  effect  from  June  25,  1918.  to  Octo- 
ber 28,  1919,  and  from  mines  In  western  Kentucky  served  by 
the  Louisville  &  Nashville,  from  June  25,  1918.  to  November 
6.  1919,  to  Nashville,  to  the  extent  they  exceeded  the  subse- 
quently established  rales  of  $1.20  per  ton.  Reparation  is  to  be 
made  to  that  basis  on  traffic  via  those  railroads  to  Nashville. 
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Rales  to  Clarksville  from  mines  In  western  Kentucky  were  also 
involved.  The  Commission  held  them  unreasonable  to  the  ex- 
tent they  exceeded  $1.20  and  awarded  reparation  to  that  basis, 
on  shipments  moving  between  June  25,  1918,  and  October  9, 
1919.  The  report  also  covers  No.  11523,  City  of  Nashville  vs. 
Director-General,  as  agent,  et  al.;  No.  11562,  Walter  Cain,  special 
auditor  of  the  state  of  Tennessee  vs.  same,  and  No.  11562  (Sub- 
No.  1),  Railroad  and  Public  Utilities  Commission  of  the  State 
of  Tennessee  vs.  Director-General,  as  agent. 


COTTONSEED  AND  OTHER  CAKES,  ETC. 

Attempt  by  the  southwestern  •  lines  to  revise  their  rates  on 
cottonseed  and  other  vegetable  cakes,  meals,  and  oils,  in  car- 
loads, from  the  southwest  to  certain  of  the  Mississippi  and  Ohio 
River  cities,  and  points  in  the  north  and  east,  has  come  to  an 
end  in  failure.  The  Commission,  in  a  report  written  by  Com- 
missioner Eastman,  on  I.  and  S.  No.  1405,  opinion  No.  7470,  66 
I.  C.  C.  640-9,  in  effect  said  they  were  trying  to  take  more  than 
the  facts  warranted  in  an  effort  to  straighten  out  the  tangle 
caused  by  the  fact  that  the  joint  rates,  published,  some  of  them 
nearly  a  quarter  of  a  century  ago,  have  not  been  revised,  to  take 
the  benefit  of  the  increases  in  the  factors  to  and  from  the  cross- 
ings, although  the  theory  on  which  the  joint  rates  were  pub- 
lished was  that  they  were  but  the  sums  of  the  factors  to  and 
from  the  crossing  making  the  lowest  combination. 

Mr.  Eastman,  in  his  report  said,  in  speaking  of  the  proposals 
as  to  cake  and  meal  from  Texas,  "respondents  are  not  merely  es- 
tablishing joint  rates  to  central  and  eastern  territories  based  on 
the  lowest  combination  on  any  gateway  but  are  first  increasing 
the  lowest  combination  by  equaling  or  exceeding  the  present 
highest  combinations,  and  then  establishing  joint  through  rates 
which  reflect,  in  most  cases,  the  highest  combinations." 

In  further  discussing  the  meal  and  cake  feature  of  the  case, 
Mr.  Eastman  said  the  suspended  schedules  would  not  increase 
rates  from  Arkansas,  Missouri,  Louisiana  and  Oklahoma  to  the 
river  crossings,  or  to  the*  large  number  of  central  and  eastern 
points  now  taking  combination  rates.  In  discussing  the  case 
created  by  the  proposals  as  to  rates  from  Texas,  Mr.  Eastman 
repeated  the  contention  of  the  railroads  that  the  revision  was 
undertaken  at  the  request,  principally  of  millers  and  dealers  at 
eastern  interior  points  who  were  paying  combinations  in  com- 
petition with  rivals  at  the  seaboard  points  who  had  the  benefit 
of  lower  joint  rates,  and  the  contention  of  the  carriers  that  re- 
vision of  the  rates  at  the  interior  points  would  cause  a  loss  of 
revenue  which  they  could  not  afford.  He  also  said  the  protest- 
ants  contended  the  rates  proposed  by  the  carriers  would  exceed 
the  scale  of  rates  prescribed  by  the  Commission  in  39  I.  C.  C. 
497  and  42  I.  C.  C.  571,  for  use  in  the  southwest,  extended  to 
1,900  miles  and  made  to  reflect  the  increases  that  had  taken  place 
since  1914.  In  disposing  of  the  meal  and  cake  part  of  the  case 
Mr.  Eastman  said: 

Protestants  deny  that  the  rates  here  considered  should  necessarily 
be  based  on  combination  to  and  from  the  river  crossings  and  point 
to  joint  through  rates  on  cement  plaster,  sulphur,  peanuts,  sugar, 
molasses,  rice  and  rice  products,  wool  hides,  packing-house  products, 
and  other  commodities  now  in  effect  from  Texas  to  destinations  in 
central  and  eastern  territories  which  are  lower  than  the  combina- 
tions. They  state  that  the  present  rates  on  cottonseed  products  are 
unreasonably  high  and  urge  that  we  forthwith  enter  an  order  pre- 
scribing materially  lower  rates  than  are  now  in  effect.  Even  though 
it  be  assumed  that  the  scope  of  this  proceeding  is  broad  enough  to 
warrant  relief  of  that  character,  the  record  is  insufficient  to  indicate 
the  basis  upon  which  such  an  important  readjustment  should  be  made. 
While  respondents  admit  that  there  are  inconsistencies  and  illegalities 
in  the  present  rates  which  the  suspended  schedules  were  designed 
to  correct,  the  question  we  are  now  primarily  concerned  with  is 
whether  respondents'  proposed  revision  will  result  in  unreasonably 
high  rates,  and  the  showing  made  by  the  carriers  in  that  respect 
does  not  sustain  the  burden  of  proof  imposed  on  them  by  law. 

The  carriers,  according  to  Mr.  Eastman's  report,  made  no 
attempt  to  justify  the  increases  proposed  on  oil  to  central  and 
eastern  destinations,  wherefore  the  Commission  could  do  nothing 
other  than  hold  they  had  not  been  justified. 


RECAPTURE  REPORTS  MAY  1 

The  Traffic   World   Washington  Bureau 

The  Commission  has  extended  the  effective  date  of  its  order 
requiring  carriers  to  submit  reports  on  earnings  under  the  re- 
capture provisions  of  section  15a  of  the  transportation  act,  giving 
them  until  May  1  to  submit  the  reports.  The  original  order  set 
February  1  and  then  that  was  changed  to  April  1.  In  the  order 
just  issued  the  Commission  added  instructions  to  carriers  as 
follows : 

I 

1.  The   amount   by   which    its   net    railway    operating   income   as 
denned   in   paragraph   (1)   of   Section   15a  of   the  interstate   commerce 
act,   for  the   year  ended   December   31,   1921,   was  in   excess   of   6   per 
centum  of  the  value  of  the  railway  property  held  for  and  used  by  it 
in   the  service  of  transportation,  with  explanation  and  details  of  the 
manner  in  which  such  excess  income  was  computed,  or,  in  the  event 
there  was  no  such  excess  railway  operating  income,   that  fact,   with 
corresponding  calculations  and  details  in  support  of  the  return. 

2.  Where    it   reports    excess    net   railway    operating    income,    the 
title  of  the  fund  account  in  which  one-half  of  such  excess  was  placed, 
the  date  when  such  reserve  fund  was  established,  the  amount  placed 
In  that  fund,  and  how  the  assets  in  that  fund  are  represented  or  held; 
nnd  the  amount  of  the  remaining  one-half  of  the  excess  income,   as 


preliminarily  computed,  paid  to  the  Interstate  Commerce  Commission, 
and  when  and  how  such  amount  was  paid.  If  the  latter  amount  Is 
unpaid,  It  should  be  paid  by  remittance  to  or  draft  in  favor  of  the 
Interstate  Commerce  Commission,  transmitted  to  George  B.  McGinty, 
Secretary  of  the  Interstate  Commerce  Commission,  Washington,  D.  C. 

3.  The  value  of  such  railway  property  used  in  earning  the  income 
reported  for  the  year  ended  December  31,   1921,  with  a  statement  in, 
detail  of  the  manner  in  which  such  value  Is  arrived  at  and  showing 
the  ownership  and  a  general  description  of  such  railway  property. 

4.  The  foregoing  requirements  of  this  order  are  made  subject  to 
the  following  proviso,   that  in  cases  where  two  or  more  of  said  car- 
riers constitute  a  group  under  common  control  and  management  and 
operated    as    a   single   system,    as   provided    in    paragraph    (6)    above 
quoted,  the  foregoing  matters  shall   be  reported  for  the  system  as  a 
whole,  irrespective  of  the  separate  ownership  and  accounting  returns 
of  the  various   parts   of  such   system,   but   shall   also   be   reported   in 
so  far  as  practicable  for  each  part  of  the  system,  and  full  explana- 
tion shall  be  made  as  to  the  method  in  which  the  values  of  properties 
of  a  group  of  carriers  have  been  aggregated  and  the  reasons  why  the 
group  of  carriers  used  are  treated  as  under  common  control,  manage- 
ment, and  operation. 

An  intimation  that  the  National  Association  of  Owners  of' 
Railroad  Securities  fears  that  individual  railroads  may  attack 
in  the  courts  the  recapture  provisions  of  section  15-a  with  regard 
to  earnings  in  excess  of  6  per  cent  on  the  value  of  the  property 
of  the  individual  carrier  is  carried  in  a  pamphlet  issued  by  S. 
Davies  Warfield,  president  of  the  association,  containing  an 
analysis  of  the  Supreme  Court's  decision  in  the  Wisconsin  intra- 
state  rate  case. 

"The  opinion,  written  by  Chief  Justice  Taft  for  a  unanimous 
court,"  said  Mr.  Warfield,  "fully  sustains  the  broad  purposes  of 
the  revenue  provisions  of  the  transportation  act  of  1920  as  em- 
bodied in  section  15-a.  This  section  contains  tne  rate-making 
provisions  advocated  by  this  association." 

Mr.  Warfield  further  asserts  that  the  decision  is  of  "profound 
value  to  railway  survival." 

"It  cannot  be  supposed,"  he  says,  with  regard  to  the  recap- 
ture of  excess  earnings,  "that  the  excess  earnings  provision  of 
section  15-a  can  be  shot  to  pieces  by  opposition  of  individual  rail- 
roads affected,  and  that  the  carriers  will  still  be  left  in  unlimited 
possession  of  the  benefits  of  section  15-a.  This  section,  which 
formed,  as  we  have  seen,  the  basis  for  the  Supreme  Court's  de- 
cision, cannot  survive  unless  the  railroads  themselves  show  a 
proper  conception  of  the  national  interest  on  which  it  is  based. 

"These  expressions  employed  by  Chief  Justice  Taft  in  this 
case  may  well  be  considered: 

The  railroads  availed  themselves  of  the  weakness  and  cumbrous 
machinery  of  the  original  law  to  defeat  its  purpose,  and  this  led  to 
various  amendments  culminating  in  the  amending  act  of  1910,  In  which 
the  authority  of  the  Commission  in  dealing  with  the  carriers  was  made 
summary  and  effectively  complete. 

"Tracing  the  adverse  conditions  which  ensued,  culminating 
in  federal  control,  Chief  Justice  Taft  proceeds: 

The  owners  insisted  that  their  properties  could  not  be  turned  back 
to  them  by  the  government  for  useful  operation  without  provision  to  aid 
them  to  meet  a  situation  in  which  they  were  likely  to  face  a  demor- 
alizing lack  of  credit  and  income.  Congress  acquiesced  in  this  view. 
The  transportation  act  of  1920  was  the  result. 

"The  question  now  is  whether  the  railroads  will  themselves 
attempt  to  nullify  the  first  and  only  constructive  and  remedial 
legislation  adopted  by  Congress  in  their  interest  and  for  their 
protection  since  1884,  by  disrupting  the  basis  on  which  that 
relief  has  been  granted:  a  national  system  of  transportation  of 
which  all  essential  carriers  are  parts. 

"It  would  be  a  dangerous  conclusion  for  any  great  railroad 
system  to  feel  that  its  present  circumstances  will  enable  it  to 
continue  under  private  operation  under  any  conditions  that  may 
arise. 

"Should  it  come  to  pass  that  the  necessities  of  transporta- 
tion would  force  the  government  to  take  over  a  number  of  rail- 
roads, the  position  of  the  remaining  carriers  would  be  precari- 
ous. In  the  contingency  of  government  operation,  arising  out 
of  the  necessity  to  maintain  essential  systems,  it  is  a  grave 
question  whether  it  would  be  possible  for  the  remaining  rail- 
roads, in  competition  with  the  government,  to  meet  operating 
conditions  that  might  be  forced  upon  them." 

Mr.  Warfield  also  reviewed  in  the  pamphlet  the  proposals 
of  the  association  to  effect  economies  in  railroad  operation. 
Then  under,  the  heading,  "Is  Section  15-a  To  Be  Attacked?"  Mr. 
Warfield  said: 

It  is  currently  stated  that  railroads  are  preparing  to  attempt  to 
enjoin  the  Commission  from  putting  into  effect  the  division  of  the 
excess  revenue  provision  of  Section  15a  of  the  transportation  act, 
through  an  attack  upon  the  principle  of  that  section.  The  fatal  con- 
sequences that  must  attend  the  mutilation  of  Section  15a  have  been 
shown  and  made  clear  by  the  Supreme  Court's  decision. 

It  is  also  reported  that  railroads  will  enjoin  the  Commission  from 
putting  into  effect  the  divisions  of  rates  recently  announced  by  the 
Commission  between  the  Eastern  and  New  England  carriers.  With- 
out entering  into  the  merits  of  these  cases,  it  seems  plain  that 
suits  of  this  nature  would  be  contrary  to  the  spirit  and  purpose  of 
the  transportation  act,  contrary  to  the  Supreme  Court's  clear  recogni- 
tion of  the  relation  under  Section  15a  of  each  railroad  to  the  trans- 
portation system  as  a  whole.  The  right  of  any  railroad  to  test  the 
reasonableness  or  application  in  detail  by  the  Commission  of  the 
basic  principles  of  the  transportation  act  is  not  questioned.  What 
Is  questioned  is  the  propriety  or  expediency  of  the  attack  upon  those 
principles  which  in  themselves  are  vital  to  the  welfare  of  the  rail- 
roads. 
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Tentative  Reports  of  the  Commission 


UNLOADING  OF  LIVE  STOCK 

In  a  suggested  report  on  No.  12976.  Arizona  Packing  Com- 
pany vs.  Arizona  Eastern  et  al.,  Examiner  Charles  R.  Seal  said 
the  Commission  should  hold  the  refusal  of  the  defendants  to  un- 
load interstate  shipments  of  ordinary  live  stock  from  their  cars 
Into  stock  pens  adjacent  to  the  complainants  plant,  or  to  make  the 
latter  an  allowance  for  the  service  rendered  by  it  in  unloading  such 
shipments,  while,  pursuant  to  section  15,  paragraph  5  of  the  act, 
performing  the  service  of  loading  at  point  of  origin  and  unloading 
at  destinations,  such  stock  shipped  to  or  from  public  stock  yards, 
without  charge,  in  addition  to  the  line-haul  rate,  was  not  viola- 
tire  of  the  law.  He  baaed  his  recommendation  on  the  fact  that 
the  law  requires  the  carriers  to  load  at  points  of  origin  and  un- 
load at  public  stockyards  without  additional  charge,  but  says 
nothing  about  unloading,  at  destination,  at  points  other  than 
public  yards. 

He  recommended  that  the  assessment  by  the  railroads  of  a 
charge  in  addition  to  the  line-haul  charge,  for  unloading  and  re- 
loading en  route,  shipments  of  ordinary  live  stock  destined  to 
private  yards  adjacent  to  the  complainant's  plant,  while 
so  unloading  and  reloading  such  shipments  destined  to 
public  yards,  he  held  unduly  prejudicial  to  the  complainant  and 
unduly  preferential  to  Its  competitors  whose  packing  plants  are 
adjacent  to  public  yards.  In  other  words,  while  the  unloading 
must  be  done  by  the  carriers  only  when  the  stock  is  going  to  a 
public  yard,  the  obligation  to  unl  >ad  and  re-load  while  the  stock 
Is  in  transit,  Is  not  limited  In  that  way,  and  an  additional  charge 
for  unloading  and  re-loading  at  an  Intermediate  point  may  be 
made  only  if  and  when  the  shipper  requests  the  unloading  at  an 
Intermediate  point,  to  try  the  market  and  then  orders  re-loading 
because  he  did  not  like  that  market 


COMMISSION  CONTROL  OF  RATES 

Attorney-Examiner  Arthur  R.  Mackley.  in  a  proposed  report 
"ii  No.  10526.  Anaconda  Copper  Refining  Company  et  al.  vs.  Ann 
Arbor,  Director-General,  et  al..  and  No.  10581.  American  Smelt- 
Ing  *  Refining  Company  et  al.  vs.  same,  baa  laid  down  the  propo- 
sition that  "If  the  Commission,  for  commercial  reasons,  may 
retain  the  farther  point*  in  a  group  adjustment.  It  may  also, 
for  the  same  reasons,  create  a  similar  group  adjustment."  Baldly 
stated.  It  Is  believed,  that  IH  a  contention  that  the  Commission, 
on  proper  occasions,  may  make  or  adjust  rates  for  commercial 
reasons,  or  In  other  words,  a  recommendation  that  the  Commission 
depart  from  the  old  position  that,  in  the  regulating  of  rates,  it 
may  be  Influenced  only  by  transportation  conditions.  Adoption 
of  the  Mackley  recommendation.  It  Is  suspected,  would  give  addi- 
tional grounds  for  objection  to  the  work  of  the  Commission  by 
thoee  who  believe  the  regulating  body  should  keep  out  of  what 
they  call  the  field  of  management  of  the  railroads. 

The  report  in  which  Mackley  made  his  recommendation  wa» 
on  a  further  hearing  In  the  cases  mentioned.  The  original  re- 
port was  made  In  57  I.  C.  C.  728.  Mackley  recommended  sus- 
taining that  report  with  a  few  modifications.  Specifically  he 
advised  the  Commission  to  hold  carload  rates  on  smelter  prod- 
ucts from  Northport,  Wash.,  and  Bradley,  Ida.,  to  destinations 
on  and  east  of  the  Missouri  River,  but  west  of  the  Atlantic 
seaboard  territory,  higher  than  those  contemporaneously  main- 
tained on  the  same  commodities  from  Montana  and  Utah  smelt- 
Ing  points  to  the  same  destinations,  unreasonable  and  unduly 
prejudicial. 

Prior  to  June  25,  1918.  the  rates  on  smelter  products  from 
Washington  and  Idaho  to  destinations  on  and  east  of  the  Mis- 
souri were  higher  than  front  Montana,  Utah,  and  Arizona.  In 
General  Order  No.  28,  the  Director-General  established  a  blanket  ot»>mi 
rate  to  Atlantic  seaboard  territory  from  all  those  states.  Dot 
to  the  territory  between  the  Missouri  River  and  the  Atlantic 
seaboard,  percentage  Increases  were  made.  The  rates  from  Wash- 
ington and  Idaho,  to  the  nearer  territory,  therefore,  continued 
higher  than  from  Montana,  Utah,  and  Arizona.  The  complaints 
under  consideration  In  this  report  were  filed  against  that  situa- 
tion. They  alleged,  among  other  things,  that  rates  on  copper 
and  zinc  from  Anaconda  and  Black  Eagle,  Mont.,  and  copper 
and  lead  from  International,  Utah,  and  Miami.  Ariz.,  to  points 
In  the  Chicago  district  and  east  thereof  to  the  Atlantic  seaboard, 
and  on  copper,  lead  and  zinc  products  from  them  and  other 
western  smelting  points,  to  eastern  refineries,  were  unreasonable. 

In'-  •   that   made  the  cases  more  complicated   were 

died  by  the  U  Vogelstein  Company,  purchaser  of  Kellogg  lead, 
which  asked  that  rates  on  pig  lead  from  Kellogg,  Ida.,  to  destina- 
tions on  and  east  of  the  Missouri  be  made  not  higher  than  the 
contemporaneous  rates  from  Montana.  Utah,  and  Arizona  to  the 
same  destinations,  and  the  Northport  Smelting  ft  Refining  Co., 
which  asked  for  a  similar  adjustment  on  lead  and  lead  bullion 
from  Northport,  Wash.,  to  Chicago  and  east 


On  those  allegations  the  Commission  held,  in  the  original 
report,  that  the  rates  attacked  had  not  been  shown  to  be  un- 
reasonable but  that  they  unduly  prejudiced  Washington  and 
Idaho  and  unduly  preferred  Montana,  Utah,  and  Arizona.  The 
effect  of  that  holding  was  to  group  Washington  and  Idaho 
smelters  with  those  in  the  other  states  mentioned,  to  the  inter- 
mediate territory — that  is,  the  destinations  between  the  Missouri 
River  and  Atlantic  seaboard  territory.  On  separately  filed  peti- 
tions of  the  complainants  and  the  defendants  the  cases  were  re- 
opened. In  the  meantime,  however,  the  railroads  have  main- 
tained the  grouping  established  in  compliance  with  the  report 

After  stating  the  contentions  of  the  parties  the  attorney- 
examiner  said: 

The  defendants  refer  to  the  general  geographical  and  com- 
petitive situation  as  thus  outlined,  and  to  the  mountainous  char- 
acter of  the  country  that  must  be  traversed  from  Northport  and 
Bradley  to  East  Helena,  In  addition  to  the  greater  distance  from 
those  points  than  from  East  Helena,  and  suggest  that  the  final 
consideration  In  the  minds  of  the  Interveners  Is  that  of  com- 
mercial competition,  an  Influence  which  they  urge  should  not  be 
considered  of  greater  Importance  than  transportation  conditions. 

The  record  Indicates  that  commercial  conditions  do  enter 
largely  Into  the  contentions  of  the  Interveners.  And  such  condi- 
tions are  not  without  their  place  In  the  Commission's  considera- 
tion of  rates.  Comparatively  few  rates  are  made  by  the  carriers. 
or  reviewed  by  the  Commission,  from  the  standpoint  strictly  of 
transportation  conditions.  The  Commission  recognizes  commercial 
conditions  In  dealing  with  existing  groups.  In  refusing  to  dis- 
rupt a  group  adjustment  upon  complaint,  as  It  frequently  does, 
th»  Commission  Is  governed  primarily  by  the  Influence  of  com- 
mercial competition,  reflected  In  the  thought  that  business  con- 
ditions have  become  adapted  to  a  rate  equality  of  long  standing, 
which  does  not,  on  the  whole,  unduly  prejudice  the  near,  or  unduly 
prefer  the  far.  points  In  the  group,  and  the  disruption  of  which 
would  bring  serious  consequences  to  the  farther  points.  If  the 
Commission  may  thus,  for  commercial  reasons,  protect  the  farther 
points  by  continuing  them  In  a  group.  It  may  also,  for  the  same 
reasons,  protect  them  by  creating  a  group.  It  would,  by  the 
latter  action,  be  merely  correcting  an  Injustice  of  the  same  kind 
that  It  would  be  refusing  to  Inflict  If  It  should  decline  to  take 
the  farther  points  out  of  a  similar  group  upon  complaint.  If  the 
Commission  mar  Dot  create  a  group  which.  If  already  created,  It 
could  sanction  by  the  same  tests  of  reasonableness,  the  general 
similarity  of  conditions  In  the  two  Instances  would  be  counter- 
acted by  the  tactical  and  artificial  advantage  which  the  existing 
group  would  have  by  virtue  alone  of  Its  having  been  voluntarily 
created  and  maintained  by  the  carriers.  To  keep  the  farther 
distant  points  out  of  a  group  that  would  be  reasonable  by  tin 
tents  applied  to  a  similar  existing  group  Is  as  unjust  as  to  keep 
the  nearer  points  In  such  an  existing  group.  In  a  proceeding  In 
which  they  seek  the  benefit  of  their  shorter  mileage.  The  Com- 
mission Itself,  as  to  many  destination*.  Initiated  an  extensive 
group  adjustment  of  origin  points  Pa  Mldcontlnent  Oil  Rates.  36 
1.  C.  C..  10». 

If  the  Commission  may  thus  create  a  group  for  commercial 
reasons.  It  may  well  exercise  the  power  In  this  Instance,  where  It 
would  aid  In  the  further  development  of  the  Coeur  d'Alene  dis- 
trict, which  still  contains  undeveloped  prospects,  though  ore  has 
been  shipped  from  there  since  1887.  The  grouping  would  not  only 
stimulate  the  opening  of  new  mines,  but  would  tend  to  maintain 
the  output  of  those  now  In  operation.  Including  the  mines  owned 
by  the  Kellogg  and  Northport  smelter  Interests.  A  return  to  the 
graded  system  of  making  these  rates  would  have  the  opposite 
tendency,  and  would  confine  the  output  of  the  Kellogg  and  North- 
port  smelters  to  the  markets  of  the  Atlantic  seaboard  territory 
through  the  Pacific  ports  In  connection  with  the  steamship  lines 
thence.  The  graded  rates  would  be  more  burdensome  now.  under 
normal  conditions  of  competition,  than  they  were  when  first 
established,  since  at  that  time,  or  shortly  thereafter,  the  output 
of  the  Kellogg  and  Northport  smelters.  In  common  with  that  of 
other  lead  smelters  generally,  was  taken  over  by  the  War  Indus- 
tries Hoard  of  the  federal  government,  at  a  fixed  price,  under 
conditions  better  enabling  the  Interveners  to  absorb  the  rate 
difference  over  East  Helena.  It  should  be  explained  that  the 
Northport  smelter  did  not  begin  operations  till  March.  1916.  and 
the  Kellogg  smelter  till  July.  1917.  Prior  thereto  the  Kellogg  and 
Northport  Interests  shipped  their  Coeur  d'Alene  ores  to  the  Ameri- 
can Smelting  ft  Refining  Company,  one  of  the  complainants 
herein,  largely  to  Its  East  Helena  smelter,  which  has  been  In 

ration    xlnce    1889.    and    which    for    years    treated    most    of    the 
d'Alene    lead    ores.      The    Northport    and    Kellogg    smelters 
'ere    built    following    differences    with    that    company    over    the 
terms  or  Interpretation  of  smelting  contracts. 

Rut  the  Interveners  do  not  rely  alone  on  commercial  com- 
petition. There  are  existing  grouping  that  afford  valuable  com- 
parisons. Northport  Is  489  miles  west  of  East  Helena,  as  stated. 
These  points,  with  Kellogg,  are  substantially  grouped  on  smelter 
products  to  the  north  Pacific  ports.  The  record  shows  that  the 
rate  from  East  Helena.  Including  absorption  of  port  terminal 
charges.  Is  lower  than  the  rate  from  Kellogg  and  Northport.  ex- 
clusive of  port  terminal  charges,  plus  the  separate  addition  of 
those  charges.  With  Tacoma.  700  miles  west  of  East  Helena,  they 
are  also  grouped  on  *melter  products  to  the  Atlantic  seaboard 
territory,  as  a  result  of  the  Director-General's  order  of  Juno  25, 
1918.  There  are  also  extensive  groupings  In  Montana.  Idaho, 
Washington,  and  other  northwestern  states  on  grnln.  lumber  nn<] 
fruit  to  the  east.  These  arc  all  referred  to  In  the  original  report 
herein.  They  are  discussed  more  In  detail  upon  this  rehearing. 
They  are  commented  on  by  the  defendants  as  follows: 

(1)  To  the  Pacific  coast  Kellogg  and  Northport  are  the  nearer 
point*  In  the  group,  but  they  have  not  complained  of  the  group 
adjustment,  probably  because  the  traffic  in  smelter  products  Is 
light,  and  Intended  largely  for  further  transportation  by  the 
steamship  lines.  Any  such  complaint  should  be  corrected  by  dis- 
continuing that  group  adjustment  rather  than  by  using  It  as  a 
precedent  for  an  Intended  counterbalancing  discrimination,  almost 
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as  severe,  In   favor  of  Kellogg  and   Northport,   on   the   same  com- 
modities to  the  east. 

(2)  The  more  extensive  grouping  to  the  eastern  seaboard  ter- 
ritory   is    more   easily    defended    than    that   here    proposed    to    the 
intermediate  territory,  because  of  the  Influence  of  water  competi- 
tion, and  because,   further,  with  the  greater  distance  of  the  haul, 
the   rate  difference  In  favor  of  East  Helena,   the   nearer   point   In 
the  group,  may  more  logically  disappear,  under  established   prin- 
ciples  of   rate-making.     Any    valid    complaint    by    reason    of   this 
comparison  would  more  properly  lie  with  the  Montana  and  Utah 
smelters,   for   being   deprived   of   the   advantage   of   their   location, 
than   with  the  interveners.   who  are  asking,   in  effect  to  be   given 
the  benefit  of  another  preferential  adjustment  to  the  Intermediate 
territory  because  they  have  a  similar  preferential   adjustment   to 
the  farther  distant  seaboard  territory. 

(3)  The  adjustments  on  grain,  fruit  and  lumber  are  not  con- 
trolling,  because   those   commodities   have   no   relation   to   smelter 
products,  and  the  rates  on  those  commodities  are  made  under  con- 
ditions which  do  not  obtain  In  connection  with  the  transportation 
of  smelter  products. 

The  grouping  of  Kellogg,  Northport  and   East  Helena   to   the 
Pacific  ports  Is  not  shown  to  be  due  to  influences  peculiar  to  ship- 
ments westbound.     Prom  the  standpoint  of  distance   there  Is  less 
reason   for  that  grouping  than   for  that  here  prayed   to   the  east. 
The  grouping  of  these   points   to   the   Atlantic   seaboard   territory 
is  not  claimed   by  the   carriers   to   have  been   inaugurated   by   the 
Director-General   to   meet  water  competition,   which   at   that   time 
did   not   exist,    by   reason   of   war-time   withdrawal    of   ships    from 
the    coastwise    service.      The    restored    water    competition    to    the 
eastern   seaboard   territory   is   only   one   of   the   main    reasons   ad- 
vanced  by  the  carriers  for  their  proposed   differentiation   of  that 
territory    and    intermediate    territory    in     respect    of    this    origin 
grouping.     The  other,   the  greater  distance  to   the   seaboard   than 
to  the  intermediate  territory,  is  not  persuasive,  since  the  distance 
to  the  intermediate  territory  is  great  enough  in  itself  to  warrant 
a  discontinuance  of  the  graded  system  of  making  these  rates.    The 
distance   to   Chicago    from    East   Helena,    the    easternmost    of   the 
three  points  of  origin,  is  approximately  1,500  miles,  and  the  greater 
part  of  the  lead  products  consumed  in  the  destination  territory  in 
Issue  is  sold  in  the  markets  of  Chicago  and   points   east  of  there 
through    Cleveland,    Cincinnati    and    Detroit    to    Pittsburgh.      The 
same  commercial  necessity  which  appears  to  have  been  responsible 
for  the  grouping  of  these  points  of  origin  by  the  Director-General 
to  the  Atlantic  seaboard  territory,  and   which   underlies,   in  large 
part,    the    extensive    groupings    on    grain,    lumber   and    fruit,    also 
affects   the   intermediate   eastern   territory    now   being   considered. 
If  the  adjustments  voluntarily  established  and  maintained  by  the 
carriers  themselves  are  n*t  to  be  considered  as  valuable  compari- 
sons In  a  case  of  this  kind,  it  is  difficult  to  see  by  what  standard 
these   rates  are  to   be  judged.     This  is  not  a  case   in   which   cost 
of  service,  or  strict  mileage,  or  any  other  one  factor  usually  con- 
sidered in  rate-making,  can  govern,   but  one  which  must  be  con- 
sidered   along 'general    rather    than    too    closely    analytical    lines. 
The  defendants  themselves  have  so  dealt  with  the  rates  on  smelter 
products    from    the    general    smelting    districts    of    Montana,    Utah. 
Washington,   Idaho,   and  other  western  states,   and  have   not  con- 
sistently observed  relative  mileages  on  eastern  or  western  traffic. 
The    character    of    smelter    products    from    the    standpoint    of 
traffic  desirability,  their  loading  in  excess  of  the  marked  capacity 
of  the  car,  their  origin  in  a  common  and  restricted  source  of  raw 
material,   the   desirability   of  maintaining  and   further   developing 
the  output  of  that  district,   the  long  haul   on  the  traffic,   and   the 
general   tendency  toward   extensive   groupings   of  many  commodi- 
ties for  long  hauls  from  this  general  western  territory,  all  argue 
for  the  grouping  here  prayed.     Certainly  it  should  require  strong 
justification  for  a  return  to  the  system  of  grading  these  rates  to 
the   intermediate   territory  here   in   issue  when   the   group   rate   is 
made  available  to  the  Atlantic  seaboard  territory  and  to  the  Pa- 
cific ports,   the  latter  for  a  shorter  distance   than   to   the   eastern 
territory  here  in  question. 


RATES  ON  SAND,  GRAVEL,  ETC. 

An  unusual  recommendation  has  been  made  by  Examiner 
Warren  H.  Wagner,  in  a  report  on  No.  12906,  Interstate  Sand  & 
Gravel  Co.  vs.  Chicago,  North  Shore  &  Milwaukee  Railroad,  in 
that  he  has  recommended  that  the  Commission  hold  unreason- 
pble  interstate  rates  on  sand,  gravel  and  earth  strippings  from 
Libertyville,  111.,  to  points  in  Wisconsin  on  the  defendant's  line 
to  the  extent  they  were,  are,  and  may  be  in  excess  of  the  rates 
applied  for  similar  hauls  intrastate  in  Wisconsin.  The  con- 
demned interstate  rates  begin  with  50  cents  per  ton  for  5  miles 
and  end  with  80  cents  for  40  miles.  The  Wisconsin  scale  begins 
with  40  cents  for  5  miles  and  ends  with  68  cents  for  40  miles. 
The  railroad  conceded,  Wagner  said,  there  were  no  transporta- 
tion conditions  which  justified  a  different  level  of  rates  intra- 
state in  Wisconsin  and  interstate  between  Illinois  and  Wiscon- 
sin. The  defendant,  according  to  Wagner's  report,  in  May,  1921, 
asked  the  Wisconsin  commission  for  authority  to  reduce  its 
intrastate  rates  on  sand,  gravel  and  crushed  stone  so  as  to 
permit  it  to  compete  with  steam  roads  on  the  rates  prescribed 
by  the  Wisconsin  commission  for  application  on  such  railroads. 
The  electric  road,  however,  did  not  reduce  its  interstate  rates, 
which  Wagner  proposes  should  be  held  unreasonable. 


RATES  ON  SALT 

A  recommendation  of  dismissal  has  been  made  by  Examiner 
Richard  T.  Eddy  in  a  report  on  No.  12484,  Inland  Crystal  Salt 
Company  vs.  Butte,  Anaconda  &  Pacific,  Director-General,  et  al., 
on  a  holding  that  rates  on  salt,  from  Saltair  and  Crystal,  Utah, 
to  destinations  in  Montana,  Idaho,  and  Washington  had  not 
been  shown  to  be  unreasonable  or  unduly  prejudicial  between 
June  25,  1918,  and  August  25  ,1920,  as  alleged  in  the  complaint. 
The  rates  were  alleged  to  have  unduly  preferred  competitors 
of  the  complainant,  shiping  from  points  in  Oregon,  Washington, 
California,  Minnesota,  Kansas,  Colorado  and  Michigan. 

The  examiner,  commenting  on  a  table  showing  comparisons 
of  rates,  said  the  table  seemed  to  warrant  the  testimony  of  the 


witness  for  the  railroads  that,  in  the  making  of  rates  in  the 
territory  involved,  distance  was  the  factor  of  least  weight,  the 
rates,  generally  speaking,  having  been  made  for  commercial  rea- 
sons and  to  meet  competitive  conditions.  He  said  the  Utah 
rates,  on  a  mileage  basis,  were  higher  than  rates  from  competing 
points,  but  he  said  the  record  did  not  warrant  a  finding  of  un- 
reasonableness or  undue  prejudice. 


RATES  ON  POTATOES  AND  CABBAGE 

In  a  proposed  report  on  No.  13006,  East  Coast  Potato  Dis- 
tributors vs.  New  York,  Philadelphia  &  Norfolk  et  al..  Examiner 
J.  P.  McGrath  has  recommended  a  holding  that  the  rates  on 
potatoes  in  standard  truck  barrels,  and  cabbage  in  barrels  or 
barrel  packages,  from  points  on  the  Cape  Charles  branch  of  the 
principal  defendant,  to  destinations  in  official  classification  ter- 
ritory are  not  unreasonable  but  unduly  prejudicial;  that  class 
rates  on  potatoes  and  cabbage  in  containers  other  than  those 
mentioned,  fertilizer,  cooperage  stock,  agricultural  lime  and 
manure,  between  the  same  points  are  unreasonable  and  unduly 
prejudicial  to  the  extent  indicated,  namely,  19,  16,  13,  9,  8,  and 
6  cents  over  the  class  rates  from  Cape  Charles. 

With  regard  to  commodity  rates  on  potatoes  and  cabbage 
in  the  containers  mentioned,  he  recommended  rates  not  more 
than  5  cents  per  package  over  Cape  Charles;  in  containers  other 
than  the  ones  mentioned,  not  weighing  more  than  the  named 
containers,  not  more  than  5  cents  over  Cape  Charles;  and  in 
less-than-carload  quantities,  not  more  than  10  cents  over  Cape 
Charles. 

As  to  the  rates  on  the  other  commodities  mentioned,  he  recom- 
mended 4  cents  over  Cape  Charles  for  ear  corn  in  carloads  and  8 
cents  in  less  than  carloads;  60  cents  per  net  ton  on  fertilizer  in  car- 
loads and  $1  per  ton  in  less  than  carloads;  75  cents  on  cooperage 
stock  in  carloads  and  50  cents  per  net  ton  on  manure  and  agri- 
cultural limestone,  in  carloads. 

McGrath  recommended  reparation  to  the  basis  of  the  rates 
named.  His  recommendation  is  based  on  the  theory  that  the 
truck  growers  in  that  part  of  Virginia  lying  north  of  Norfolk 
on  the  peninsula  between  Chesapeake  Bay  and  the  Atlantic 
Ocean  on  the  branch  line,  are  entitled  to  charges  for  the  branch 
line  service  reasonably  related  to  the  rates  on  the  long  hauls 
the  subsidiary  and  the  Pennsylvania  obtain  on  much  of  the 
traffic  originating  on  the  branch;  and  that  the  additions  to  the 
rates  imposed,  amounting,  in  the  case  of  shipments  on  the  first 
class,  to  31  cents  over  Cape  Charles  rates,  were  unreasonably 
high.  He  called  attention  to  the  fact  that  from  some  points  on 
other  branches  of  the  New  York,  Pennsylvania  &  Norfolk,  in 
Maryland,  just  north  of  Cape  Charles,  rates  were  blanketed.  He 
also  directed  attention  to  the  fact  that  the  commodity  rates  be- 
tween Cape  Charles  and  the  Cape  Charles  branch  stations,  in 
effect  prior  to  July  9,  1921,  published  as  proportionals  on  inter- 
state traffic,  exceeded,  with  some  exceptions,  the  local  intrastate 
rates.  He  said  that  while  intrastate  rates  were  not  controlling 
in  gauging  the  reasonableness  of  interstate  rates,  that  when  taken 
in  connection  with  other  facts,  they  were  not  without  significance 
as  a  basis  for  comparison. 


RATE   ON    OATS 

Examiner  Richard  T.  Eddy  has  recommended  the  dismissal 
of  No.  13234,  S.  Zorn  Co.  vs.  Director-General,  as  agent,  on  the 
ground  that  a  rate  of  21.5  cents  on  oats  from  Louisville  to  New 
Orleans  had  not  been  shown  to  have  been  unreasonable.  The 
oats  were  shipped  in  September,  1918. 


RATES  ON   COTTON    PIECE   GOODS 

Examiner  Fred  N.  Oliver,  in  a  report  on  No.  13182,  Wichita 
Board  of  Commerce  vs.  A.  T.  &  S.  F.  et  al.,  has  recommended 
a  finding  that  rates  on  cotton  piece  goods,  any  quantity,  from 
Mississippi  River  crossings.  East  St.  Louis,  111.,  to  Dubuque, 
la.,  inclusive,  and  from  Memphis,  Tenn.,  to  Wichita,  Kan.,  as 
applied  to  through  shipments  originating  at  points  east  of  the 
Illinois-Indiana  state  line  and  points  in  southeastern  and  Caro- 
lina territories,  are  and  for  the  future  will  be  unreasonable 
and  unduly  prejudicial  to  the  extent  that  they  exceed  $1.285 
and  $1.37,  respectively. 


RATES    ON    SLAG 

Examiner  John  H.  Howell  has  recommended  the  dismissal 
of  No.  13101,  Southern  Manganese  Corporation  vs.  Director- 
General,  as  agent,  on  a  holding  that  rates  on  slag  from  Annis- 
ton  to  Gardsden,  Ala.,  in  effect  during  1918,  had  not  been  shown 
to  have  been  unreasonable. 


RATE   ON    SAWMILL    MACHINERY 

A  condemnation  of  unreasonableness  and  an  award  of  rep- 
aration have  been  suggested  by  Examiner  John  H.  Howell  as 
I  lie  proper  report  for  the  Commission  to  make  in  No.  13125, 
Turner  Supply  Co.  vs.  Director-General,  as  agent,  as  to  the  rate 
applied  on  12  cars  of  sawmill  machinery  and  appliances  from 
Meehan  Junction,  Miss.,  to  Mobile,  Ala.,  in  July  and  August, 
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1919.     He  said    the   Commission    should    hold    the  rate    of   61.5 
cents  unreasonable  to  the  extent  it  exceeded  46  cents. 


RATES  ON   SHEEP  PELTS 

Examiner  John  T.  Money  has  recommended  a  holding  in 
NIL  1-3".",,  Armour  &  Co.  vs.  C.  B.  &  Q..  Director-General,  et  al., 
that  following  Swift  &  Co.  vs.  Same,  66  I.  C.  C.,  33,  it  should 
condemn  as  unreasonable  rates  on  green  salted  sheep  pelts  in 
straight  carloads  and  on  green  salted  sheep  pelts  and  green 
salted  hides,  in  mixed  carloads,  from  Denver  to  Chicago  He 
also  recommended  reparation.  Money  said  the  Commission 
should  hold  the  rates  unreasonable  to  the  extent  they  exceeded 
45  cents.  The  shipments,  45  carloads,  involved  in  this  proceed- 
ing, moved  at  various  times  since  December  29,  1916. 


a  holding  that  the  rate  on  one  shipment  from  Crested  Butte  to 
Council  Bluffs,  la.,  was  unreasonable  to  the  extent  it  exceeded 
$6.30  per  ton. 


RATE    ON    CANNED    SALMON 

Examiner  R.  L..  Shanat'elt,  in  a  report  on  No.  13041,  Armour 
&  Co.  vs.  Director-General,  as  agent,  has  recommended  a  hold- 
ing of  unreasonableness  and  an  awad  of  reparation  as  to  the 
rate  on  canned  salmon,  in  carloads,  from  Seattle,  Wash.,  to 
Los  Angeles.  Calif.,  in  December,  1918,  to  the  extent  that  it 
exceeded  65  cents.  A  combination  of  84.5  cents  was  imposed. 


RATES  ON  COAL 

A  finding  of  unreasonableness  and  an  award  of  reparation  to 
tin-  basis  of  45  cents  per  ton  has  been  made  in  No.  12881,  Jesse 
K.  Isgregg  and  Clifford  Connerly  vs.  Director-General,  C.  &  E.  I., 
et  al.,  as  to  rates  on  coal  from  Jackson  Hill  mine  in  the  Clinton 
district  of  Indiana  to  Clinton,  Ind.,  during  federal  control,  by 
Examiner  M.  G.  de  Quevedo.  He  said  the  Commission  should 
follow  Its  decision  in  Clinton  Paving  Brick  Co.  vs.  Director- 
•JTieral.  66  I.  C.  C.,  338.  in  which  it  said  45  cents  would  have 
been  a'  reasonable  rate  for  similar  hauls  between  June  25.  1918. 
and  August  31,  1920. 


RATE  ON  COKE 

Examiner  John  H.  Howell.  in  a  report  on  No.  13214,  K. 
Josephs,  received  for  Pratt  Engineering  A  Machine  Co..  vs. 
Mobile  A  Ohio  et  al..  has  recommended  a  finding  of  unreason- 
ableness as  to  a  rate  of  42  cents  per  100  pounds  on  coke  from 
Tupelo.  Miss.,  to  Atlanta,  Ga.  He  said  a  rate  of.  $3.05  would 
have  been  reasonable  and  recommended  reparation  to  that  basis. 

RATES  ON   STOCK   CATTLE 

Assistant  Chief  Examiner  Ulysses  Butler,  in  a  report  on  No. 
12315,  J.  D.  Sugg  and  B.  F.  Johnson  vs.  Chicago.  Rock  Island  A 
Pacific  et  al..  recommended  a  holding  of  unreasonableness  and 
an  award  of  reparation  on  a  carload  of  stock  cattle  from  San 
Angelo,  Tex,  and  85  carloads  of  stock  cattle  from  Sui;^>.  Tex., 
to  Chickasha.  Okla..  shipped  In  October  and  November.  1917. 
via  the  route  specified  by  the  consignors  on  which  combinations 
were  applied.  Shortly  after  the  shipments  moved  the  Rock 
Island  established  rates  over  the  route  of  movement  not  higher 
than  via  a  competing  route,  it  expressed  a  willingness  to  re- 
fund to  the  basis  of  the  subsequently  established  rat*,  which  has 
been  maintained  from  that  time  until  the  present 

RATES   ON    BULL   WHEELS,   ETC. 
miner  Fred  N.  Oliver.  In  a  report  on  No.  1313S.  Marion 
Machine.  Foundry  A   Supply  Co.   vs.  Director-General,  as  agent. 
•as  A  Pacific  et  al..  recommended  a  finding  of  unreasonable 
D«M  and  an  award  of  reparation   a*  to  rates  on   wooden   bull 
and  calf  wheels,  arms,  cants  and  pins.  In  carloads,  shipped  be- 
tween June  1  and  October  31.  1919.  from  Tul*a.  Okla..  to  Ranger. 
Tex.     He  said  the  Commission  should  hold  the  rate*  unre.i 
able  to  the  extent   they  exceeded  the  contemporaneous   rate  of 
29.5  cents  on  lumber.  In  effect  from  Tulsa  to  Ran. 

RATES  ON   RAILWAY  TRACK 

In  a  report  on  No.  12644.  Lakewood  Engineering  <o.  vs. 
New  York  Central.  Examiner  John  H.  Howell  recommended  a 
holding  of  unreasonableness  and  an  award  of  reparation  as  to 
rates  on  carloads-  of  portable  railway  track.  In  sections,  from 

•  land  to  New  York  and  Baltimore,  for  export,  to  the  extent 
they  exceeded  the  contemporaneous  rates  on  fishplates,  switches, 
turntables  and  crosstles.  The  shipments  were  made  in  1917. 
The  recommendation  was  based  on  the  Commission'*  decision 
In  a  complaint  by  the  same  company,  reported  In  57  I  c  < ' 
The  facts  were  stipulated.  The  only  Issue  was  aa  to  wht*_ 
the  Commission  had  Jurisdiction,  because  more  than  two  years 
elapsed  before  the  complaint  was  filed.  The  examiner  said  the 
Commission  should  hold  in  this,  as  In  other  cases,  that  the 
period  of  federal  control  should  be  disregarded  in  calculating 
the  running  of  the  two  years,  and  award  reparation  for  the  rea- 
sona  set  oat  In  the  controlling  case.  The  report  also  covers 
two  sub-numbers  against  the  Baltimore  A  Ohio  and  Pittsburgh 
A  Lake  Erie. 


RATES  ON   ANTHRACITE 

In  a  tentative  report  on  No.  12298.  Omaha   Lumber  A  Coal 
et    al.    vs.    Director-General,    an    agent.    Examiner    Bronson 
Jewell   has  recommended  a  holding  that   rates  on   certain  shl|>- 
nienis   of  anthracite  coal    from   Anthracite.    MO,  .!!•••   anil   Cn 

olo..  to  Omaha.  South  Omaha,  ami    KM  rii.mt.   N.  h  .  ami 

li>ail  of  bituminous   coal   rn.ni   Some,-.i.  i  ,,h.  .    •.,,   KMOII. 

'     nnreason:ili|.-    wh-n    I  In-    lialli.     mn.-il     h.  i»..n 

I.   and   January.    1919.   but    that    two  or    the   shipments 

from  Anthracite   lo  Omaha,  were  overcharged.    He 


RATE    ON    CRUSHED    STONE 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  advised  by  Examiner  R.  L,.  Shanafelt,  in  a  report  on 
No.  12971,  Rocbond  Co.  vs.  Louisville  &  Nashville,  Director- 
General  et  al.,  as  to  rates  on  crushed  whitestone  from  White- 
stone.  Ga.,  and  crushed  marble  from  Tate,  Ga.,  to  Van  Wert, 
O.  He  said  the  Commission  should  find  the  rates  on  white- 
stone  from  Whitestone  and  on  crushed  marble  from  Tate  were 
unreasonable  to  the  extent  that  they  exceeded  the  rates  to 
Fort  Wayne,  Ind.  He  also  advised  the  Commission  to  deny 
fourth  section  relief  prayed  for  in  applications  No.  1952  and 
>f.».  filed  by  J.  F.  Tucker. 


RETURNED  WOODEN   BOXES 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Charles  R.  Seal,  in  a  re- 
port on  No.  1_'927,  John  A.  Corotto  vs.  Director-General,  as  agent, 
as  to  rates  on  returned  empty  wooden  boxes  used  as  grape  car- 
riers, from  San  Jose  to  Lodi  and  Woodbridge,  Cal.,  between  June 
25  a,nd  December  1,  1918,  inclusive.  He  said  the  rate  should  not 
hare  exceeded  15  cents  and  recommended  reparation  to  that 
Mta 


RATE   ON    COAL 

In  a  tentative  report  on  No.  12385,  Dyer  Packing  Co.  vs.  B. 
A  O..  Director-General  et  al..  Examiner  John  B.  Keeler  said  the 
Commission  should  hold  unreasonable  a  rate  of  70  cents  per  net 
ton  on  coal  from  a  mine  near  Brucevllle  to  Vlncennes,  Ind.,  on 
shipments  moving  between  June  25,  1918,  and  February  29,  1920, 
to  the  extent  it  exceeded  45  cents.  He  recommended  reparation 
to  that  basis.  The  unreasonable  rate  was  in  effect  after  the  end 
of  federal  control  to  August  31,  1920,  but  Keeler  said  the  Com- 
mission had  no  Jurisdiction  to  Issue  a  mandatory  reparation 
order  covering  Intrastate  shipments  in  the  period  between  March 
1  and  August  31.  1920.  He  said  Its  authority  to  authorize  re- 
funds from  the  published  rates  as  to  such  shipments  was  permis- 
sive only. 


MINNESOTA  ROAD  ABANDONMENT 

The   Tragic   World   Washington  Bureau 

In  a  supplement  report  proposed  by  Attorney-Examiner  Ray 
W.  Clarke  it  Is  recommended  that  the  Commission  affirm  on 
rehearing  the  conclusions  of  Its  former  report  authorizing  aban- 
donment by  (he  Imluth  A  Northern  Minnesota  of  its  line  of 
railway  extending  from  Knife  River.  Minn.,  to  Cascade,  Minn., 
a  distance  of  99.25  mile*.  The  case  was  reopeneil  on  petition  of 
the  attorney  general  of  Minnesota  and  other  protestants. 

The  question  was  raised  In  the  case  of  the  Commission's 
power  to  authorize  abandonment  of  a  railroad  wholly  within  a 
state.  In  discussing  that  question.  Mr.  Clarke  said: 

"Since  the  briefs  were  filed,  however,  the  Supreme  Court  of 
the  I'nited  States  has  Interpreted  paragraphs  18  to  20,  Inclusive, 
of  section  1  and  ha*  held  that  as  Interpreted  they  are  valid. 
Texas  vs.  Eastern  Texas  R.  R.  Co.  et  al.  Decided  March  13. 
1922.  This  decision  establishes  that  Congress  could  and  did 
authorize  us  to  sanction  the  discontinuance  of  Interstate  and 
foreign  commerce  on  a  line  of  railroad  located  wholly  within 

state  and  operated  by  a  corporation  of  that  state  which 
not  separate  any  line  of  railroad  extending  through  more 
than  one  state.  It  follows  that  the  effect  of  our  certificate  In 
this  case  was  to  permit  the  applicant  herein  to  abandon  inter- 
state and  foreign  commerce.  leaving  the  question  of  continued 
operation  for  Intrastate  service  to  be  disposed  or  in  other  pro- 
ceedings." 

Mr.  Clarke  said  that  In  view  of  the  decision  of  the  Supreme 
Court  the  certificate  Issued  by  the  Commission  could  not  be 
construed  a*  authorizing  the  cessation  of  Intrastate  commerce. 

SALE   OF   EQUIPMENT  CERTIFICATES 
Director-General  Davis,  of  the  Railroad  Administration,  haa 
announced   the  sale  of  $722,800  of  equipment  trust  certificates, 
bringing  the  total  sales  to  date  to  $221,080,900.     The  sales  were 
as  follows:     To  Messrs.  Lamport.  Marker  A  Jennings,  New  York, 
•  •rn    I'arilic    Railroad   Company.    l!ll!::   lo    |!»:;.'i.    inclusive. 
$ir>fi,(»oi);    and    lo    Alfred    llordeu.    New    York.    ChicjiKo   Junction 
Railway   Company.   1923   tn   1935.   Inclusive.   $276,900;    Detroit  A 
Toledo  Shore  Lin.    Railroad.  1923  to  1935,  inclusive,  $289,900. 
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REPORT  ON  U.  S.  PORTS 

The  Traffic    World   Washington  Bureau 

A.  H.  Ritter,  chief  statistician  of  the  U.  S.  Board  of  Engi- 
neers for  rivers  and  harbors,  has  announced  that  the  board,  in 
co-operation  with  the  Shipping  Board,  now  has  in  preparation  a 
series  of  reports  on  the  ports  of  the  United  States  as  the  result 
of  an  investigation  of  about  70  ports  relating  to  traffic  conditions, 
freight  rates  to  ports,  etc.  Explaining  the  scope  of  the  investi- 
gation, Mr.  Ritter  said: 

These  reports  will  contain  all  Information  needed  by  a  vessel 
desiring  to  call  at  the  port  and  will  enable  a  shipper  to  compare  the 
advantages  of  one  port  or  route  with  another  for  the  particular  busi- 
ness in  which  he  is  interested.  They  will  describe  the  port  and  harbor 
conditions,  port  regulation*  and  charges,  and  will  give  detailed  in- 
formation regarding  every  terminal  at  the  port.  Full  data  will  be , 
included  regarding  dry  docks,  the  facilities  at  the  port  for  the  repair 
of  vessels,  coal  and  oil  bunkering  facilities,  grain  elevators,  storage 
warehouses,  bulk  freight  storage,  floating  equipment,  wrecking  and 
salvage  equipment,  etc.  Information  will  also  be  given  regarding  the 
railroads  communicating  with  the  port  and  their  charges  and  prac- 

;  in  connection  with  terminal  service.  Likewise  full  Information 
will  be  given  regarding  steamship  lines  serving  the  port. 

The  reports  will  contain  a  complete  analysis  of  existing  commerce, 
with  the  origin  and  destination  of  the  commodities  and  the  area 
served  by  the  port,  and  will  prove  useful  in  determining  the  feasibility 
of  establishing  and  maintaining  vessel  service  under  profitable  operat- 
ing conditions.  A  study  is  being  made  of  the  traffic  conditions  at 
each  port,  which  includes  an  examination  of  the  freight  rate  situation 
as  affecting  the  ability  of  the  port  to  obtain  the  kind  and  amount  of 
traffic  needed  to  attract  vessels.  Based  upon  the  results  of  the  study 
of  physical  and  economic  conditions,  recommendations  are  embodied 
in  the  report  for  such  changes  as  may  appear  desirable  to  enable 
the  port  to  function  to  best  advantage  in  the  interests  of  the  country, 
and  to  establish  at  the  port  conditions  favorable  for  the  successful 
operation  of  American  merchant  vessels. 

The  reports  will  contain  maps  showing  the  facilities  of  the  port 
and  the  territory  served  by  it.  A  unique  feature  will  be  a  large  aerial 
photograph  or  "mosaic"  of  each  port  made  especially  for  these  pub- 
lications by  the  air  service  of  the  army. 

In  seeking  to  ascertain  the  conditions  which  are  restricting  the 
free  flow  of  our  commerce  the  study  properly  begins  with  the  ports, 
for  here  are  to  be  found  the  chief  obstances  to  the  continuous  move- 
ment of  traffic.  The  port  ls»one  link  in  a  transportation  system,  gen- 
erally it  is  the  weakest  link,  and  that  which  first  fails  in  time  of 
emergency.  Congestion  on  rail  lines  is  usually  an  unavoidable  ex- 
tension of  congestion  at  ports.  The  burden  placed  upon  our  com- 
merce by  such  congestion  justifies  the  government  In  exercising  its 
utmost  authority  and  influence  to  remedy  the  situation. 

The  study  of  our  ports  is  also  bringing  to  light  conditions  which 
are  preventing  the  commensurate  use  of  'navigation  facilities  pro- 
vided by  the  United  States,  and  making  it  difficult  for  vessels  to 
operate  successfully.  In  some  cases  it  is  found  that  the  use  of  a 
well  equipped  port  is  retarded  by  excessive  rail  or  water  rates  to  and 
from  the  port,  or  by  local  charges  or  practices  which  pla'ce  the  port 
at  a  disadvantage  as  compared  with  its  competitors.  In  other  cases 
the  business  of  the  port  is  restricted  through  the  existence  of  physical 
conditions  disadvantageous  to  vessels,  including  the  lack  of  terminal 
facilities  of  the  kind  especially  needed  for  the  accommodation  of 
general  shipping  business.  With  the  completion  of  the  port  series 
and  the  related  study  of  traffic  movements,  the  United  States  will  for 
the  first  time  be  in  possession  of  information  from  which  a  clear 
picture  can  be  drawn  of  our  national  transportation  system  and  con- 
structive action  taken  to  secure  economy  in  the  movement  of  our 
commerce,  which  is  alike  indispensable  to  the  producer,  the  con- 
sumer and  the  carriers. 

The  report  on  Portland,  Me.,  has  just  been  published  and  is 
available  for  distribution  to  port  authorities  and  commercial  and 
shipping  interests. 


SHIP  SUBSIDY  LEGISLATION 

The   Traffic   World   Washington  Bureau 

The  publicity  department  of  the  American  Federation  of 
Labor  has  begun  a  campaign  against  the  ship  subsidy  legisla- 
tion recommended  to  Congress  by  President  Harding  and  the 
Shipping  Board.  In  a  statement  issued  by  the  Federation's 
news  bureau — the  International  Labor  News  Service — the  pend- 
ing bills  are  attacked  because,  it  is  alleged,  they  would  give 
the  majority  members  of  the  Shipping  Board  control  over  mil- 
lions of  dollars  and  enable  them  to  play  "favorites  as  they  please, 
scattering  prosperity  or  bankruptcy  among  those  who  come  to 
the  Shipping  Board  doors." 

The  statement  attacks  the  bills  because,  it  is  asserted,  ships 
could  be  bought  thereunder  without  the  payment  of  a  cent  to 
the  government  for  15  years,  and  the  purchasers  at  the  same 
lime  would  benefit  by  the  subsidy.  The  labor  provisions  in  the 
sections  of  the  bills  relating  to  the  naval  reserve  and  immigra- 
tion are  attacked  as  vicious. 

The  proposed  loan  fund  of  $125,000,000  to  aid  ship  construc- 
tion and  the  administration  of  the  subsidy  fund,  estimated  in 
the  statement  at  from  $40,000,000  to  $60,000,000  a  year,  are 
characterized  as  "amazing  provisions." 

"The  Shipping  Board  may  refuse,  on  mere  whim,  to  enter 
into  contract  with  any  ship  owner  and  no  ship  owner  can  col- 
lect subsidy  unless  he  has  a  contract  with  the  board,"  the  state- 
ment continues.  "The  board  may  make  or  refuse  to  make  con- 
tracts on  the  basis  of  whether  or  not  it  likes  an  applicant's 
character,  ability,  experience  or  financial  ability.  Once  these 
contracts  are  made  the  government  Is  bound  by  them  for  at 
least  ten  years  and  no  future  administration  can  put  the  Ship- 
ping Board  out  of  business  or  even  materially  change  its  policies. 
Perhaps  the  most  astounding  feature  of  the  subsidy  sections  of 
the  bill  is  that  which  gives  the  Shipping  Board  the  power  to 
double  or  reduce  the  amount  of  subsidy.  Labor  promptly  went 
on  record  as  opposed  to  this  bill." 


Chairman  Lasker,  of  the  Shipping  Board,  will  be  the  first 
witness  to  appear  March  28  before  the  joint  committee  of  the 
House  merchant  marine  and  Senate  commerce  committees  in 
support  of  the  legislation.  He  has  prepared  a  statement  which 
he  said  would  take  him  three  hours  to  read.  He  will  be  fol- 
lowed by  other  Shipping  Board  witnesses. 

Sections  of  the  bill  referring  to  matters  over  which  other 
committees  have  original  jurisdiction  have  been  referred  to  those 
committees,  but  it  is  not  expected  that  hearings  will  be  held 
before  any  other  committee  than  the  joint  committee. 

According  to  Representative  Edmonds,  member  of  the  House 
committee  on  merchant  marine  and  fisheries,  who  will  support 
the  subsidy  legislation,  an  effort  will  be  made  to  gain  the  sup- 
port of  the  farmers  of  the  country  on  the  ground  that  an  Amer- 
ican merchant  marine  will  make  them  more  prosperous  than 
if  the  nation  does  not  have  a  merchant  marine. 

"Without  a  strong,  well-balanced  merchant  marine,  any 
great  commercial  nation  is  on  the  sure  road  to  national  disaster," 
Commissioner  Meyer  Lissner,  of  the  Shipping  Board,  said  in  a 
statement  issued  March  23  by  the  Shipping  Board. 

Mr.  Lissner,  whose  home  is  in  California,  discussed  in  the 
statement  the  effect  of  the  proposed  subsidy  legislation  on  Pacific 
coast  shipping  and  correlated  industries.  He  said  the  Pacific 
coast  probably  would  benefit  more  from  the  proposed  indirect 
aids  to  shipping  than  any  other  section  of  the  country  if  the 
proposed  legislation  is  enacted.  He  took  up  each  phase  of  the 
plan  and  declared  the  Pacific  coast  would  benefit  from  the  appli- 
cation of  each  part  of  the  plan,  and  appealed  to  the  western 
coast  to  support  the  subsidy  proposals. 

In  conclusion  he  said: 

"As  one  of  the  representatives  of  the  Pacific  coast  states  on 
the  Shipping  Board  I  feel  constrained  to  say  to  the  citizens  of  the 
coast  states,  that  I  regard  the  proposed  legislation  as  a  vital 
link  in  the  chain  of  governmental  activities  and  responsibilities 
that  bridges  the  gap  between  eventual  success  or  failure  as  one 
of  the  great  nations  of  the  world.  Without  our  own  ships  to 
carry  our  own  products  to  our  customers  everywhere,  our  trade 
in  time  of  emergency  will  again  be  at  the  mercy  of  our  foreign 
competitors,  and  at  any  moment  we  are  liable  to  suffer  disar- 
rangement of  our  internal  economy  and  the  piling  up  again  of 
our  surplus  products  along  our  highways  and  railroads  and  in 
our  ports,  as  happened  at  the  outbreak  of  the  World  War.  No 
nation  ever  remained  great  that  allowed  itself  to  depend  on  for- 
eign nations,  its  competitors  in  the  final  analysis,  for  the  delivery 
of  its  own  goods;  and  more  than  ever  the  merchant  marine  has 
become  a  vital  arm  of  national  defense;  for  without  the  humble 
cargo  ship  to  carry  provisions,  ammunition  and  supplies,  and 
without  fast  cargo  ships,  refrigerator  ships,  colliers  and  tankers, 
a  navy  is  hardly  able  to  leave  the  shores  of  its  own  country. 

"It  is  because  an  intensive  study  of  this  whole  subject  has 
borne  into  my  mind  the  vital  importance  of  a  merchant  marine 
tot  the  life  of  the  United  States,  and  because  the  pending  legis- 
lation will  be  of  particular  benefit  to  the  Pacific  coast  states  in 
the  development  of  trans-Pacific  American  commerce,  that  I  urge 
my  friends  in  the  West  to  give  their  whole-hearted  support  and 
encouragement  to  this  vital  American  policy." 


EXPORT  GRAIN  PORT  DIFFERENTIALS 

Another  attempt  on  the  part  of  the  Illinois  Central  to 
reduce  rates  was  protested  by  shippers  and  carriers  at  the  hear- 
ing on  I.  and  S.  1490,  grain  from  Illinois  Central  Railroad  points 
in  Illinois  to  New  Orleans  for  export,  before  Examiner  Money, 
in  Chicago,  March  22.  The  suspended  tariff  in  this  case  (Sup- 
plement No.  1  to  Illinois  Central  I.  C.  C.  A-9676)  was  explained 
by  W.  M.  Rhett,  general  foreign  agent  for  the  Illinois  Central, 
as  contemplating  reductions  ranging  from  1%  to  4  cents  a 
hundred  pounds  on  grain,  moving  from  points  on  the  Illinois 
Central  in  that  part  of  Illinois  bounded  roughly  by  east  and  west 
lines  drawn  through  Decatur  and  Champagne  on  the  south 
and  through  Oilman  and  Bloomington  on  the  north. 

The  purpose  of  the  proposed  reductions  was,  according  to 
the  witness,  to  restore  the  6-cent  differential  on  export  grain  to 
New  Orleans  under  Baltimore  which  existed  from  most  of  these 
points  prior  to  September  3,  1921,  on  which  day  the  eastern 
lines  made  reductions  from  the  same  origin  territory  to  Balti- 
more averaging  7  cents  a  hundred  pounds.  Five  days  later, 
under  special  sixth  section  permission,  the  Illinois  Central  re- 
duced the  rates  from  central  Illinois  points  to  New  Orleans,  with 
a  minimum  of  26%  cents,  which  made  the  differential  somewhat 
less  from  certain  points.  Similarly,  it  was  proposed,  under  the 
suspended  supplement,  to  make  the  differentials  from  some  of 
the  more  northern  points  less  than  6  cents  so  as  to  avoid  fourth 
section  violations. 

The  purpose  of  putting  in  the  new  rates  from  the  territory 
defined  was,  Mr.  Rhett  said,  to  place  the  two  parts  of  the  state 
on  an  equal  marketing  basis,  and  to  try  to  get  for  the  Illinois 
Central  a  longer  haul  on  some  of  the  corn  and  oats  raised  in 
Illinois.  He  pointed  out  that  during  the  eight  months  ending 
February  28,  1922,  only  297  cars  of  grain  out  of  the  13,914 
shipped  from  this  territory  had  gone  to  New  Orleans.  This, 
he  said,  included  domestic  as  well  as  export  grain. 
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"And  that,"  he  continued,  "in  the  face  of  the  fact  that  the 
corn  crop  of  1921  was  peculiarly  adapted,  on  account  of  its 
extreme  dryness,  to  shipment  through  the  Gulf  ports. 

•  do  not  think  that  this  reduction  will  result  in  the  ship- 
ment of  enough  grain  through  New  Orleans  to  make  a  material 
difference  to  the  eastern  carriers  and  markets.  It  was  proposed 
at  the  request  of  grain  brokers  and  markets  so  as  to  give  them 
a  chance  to  sell  this  grain  via  New  Orleans  if  a  6-cent  differen- 
tial would  make  that  possible." 

"Then  this  whole  matter  is  a  speculation,"  suggested  L.  S. 
Strasser,  attorney  for  the  eastern  lines.  "How  much  of  a  dif- 
ferential do  you  think  would  be  necessary  in  order  to  give  the 
Illinois  Central  any  appreciable  amount  of  grain  tonnage  to  New 
Orleans?" 

"About  8  cents,  I  should  Judge,"  answered  the  witness.  He 
pointed  out  that  an  8-cent  differential  did  in  fact  exist  from 
Kansas  City  and  a  7-cent  differential  from  St.  Ixjuis. 

The  witness  insisted  that  New  Orleans  was  the  natural  port 
for  at  least  a  portion  of  the  grain,  and  he  said  the  differential 
proposed  would  only  partially  balance  the  difference  in  the  water 
distance  to  Europe,  which  he  said  was  50  per  cent  greater  from 
New  Orleans  than  from  the  Atlantic  ports. 

"We  must  also  protect  those  who  wish  to  ship  through  the 
southern  port  against  the  advantage  enjoyed  by  those  who  ship 
through  the  Atlantic  ports,"  he  continued.  "The  local  rate  to 
Chicago  from  Freeport.  for  instance,  is  11.5  cents  and  when  the 
rates  via  lake  and  at  and  east  of  Buffalo  are  added,  a  rate  of 
28.29  cents  a  hundred  pounds  to  Baltimore  results.  Through 
Montreal,  which  handled  138,000,000  bushels  of  grain  last  year, 
50  per  cent  of  which  originated  in  the  United  States,  the  coarse 
grain  rate  was  24.33.  plus  insurance.  Comparing  these  rates 
with  the  present  rate  from  Freeport  to  New  Orleans,  which 
is  31  cents,  shows,  we  think,  that  a  reduction  to '27  cents  Is 
warranted;  especially  when  it  Is  pointed  out  that  the  haul  to 
New  Orleans  Is  a  one-line  haul  and  that  to  the  eastern  ports 
and  to  Montreal  combines  at  least  two  lines  with  a  water  carrier 
and  requires  several  transshipments." 

Mr.  Rhett  was  backed  in  his  contentions  by  buyers  and 
growers  of  grain  in  the  territory  involved,  although  other  buy- 
ers and  growers  appeared  against  the  reduction.  L.  J.  Quasey. 
speaking  for  the  Illinois  Agricultural  Association,  said  that  he 
thought  more  Illinois  grain  ought  to  move  through  New  Orleans 
and  quoted  J.  J.  Hill  as  saying  that  a  barrel  of  flour  could  be 
given  a  kick  at  Minneapolis  and  made  to  splash  into  the  Gulf, 
as  illustrative  of  his  reasons. 

Among  the  protestants.  in  addition  to  the  eastern  carriers 
and  numerous  individuals,  were  representatives  of  commercial 
organizations  and  boards  of  trade  in  Chicago.  Baltimore,  Norfolk. 
Philadelphia  and  New  York.  Representatives  of  the  New  Or- 
leans Joint  Traffic  Bureau  appeared  in  favor  of  the  proposed 
reductions. 

The  chief  reason  advanced  by  the  opposing  commercial 
organizations  for  asking  the  Commission  to  order  the  cancella- 
tion of  the  suspended  supplement,  was  that  the  putting  In  of 
the  lower  rates  to  New  Orleans  would  interfere  with  the  con- 
sideration of  docket  No.  13510.  In  which  the  Baltimore  Chamber 
of  Commerce  and  other  organizations  had  asked  the  Commission 
to  Investigate  the  entire  export  grain  port  differential  situation, 
and  in  which  hearing  had  not  yet  been  held.  The  prevailing 
opinion  among  the  protestants  seemed  to  be  that  the  lowering 
of  the  Illinois  Central  rate  would  do  nothing  to  relieve  the 
situation,  but  would,  on  the  contrary,  provoke  moves  from  the 
eastern  carriers  that  would  further  complicate  It.  Some  of 
the  witnesses  for  the  protestants  apologized  for  objecting  to 
reductions  in  grain  rates,  which  they  said  were  always  wel- 
come, but  said  that  in  the  present  Instance  the  wiser  thing 
would  be  to  prevent  the  disruption  proposed  by  the  Illinois 
Central.  J.  8.  Brown,  of  the  Chicago  Board  of  Trade,  pointed 
out  what  he  alleged  would  be  discrimination!  that  would  arise 


HEARING  ON  SECTION  28 

The  Traffic   World   Washington  Bureau 

In  a  complete  reversal  of  policy,  the  Shipping  Board  March 
20  capitulated  to  many  demands  for  a  hearing  before  section  28, 
of  the  merchant  marine  act,  should  be  made  effective,  and 
ordered  that  a  hearing  be  held.  The  date  for  the  hearing  will 
be  set  later. 

"Due  to  insistent  requests  from  a  number  of  chambers  of 
commerce  and  other  interested  bodies  in  port  and  inland  cities, 
the  Shipping  Board,  today,  appointed  a  committee  consisting  of 
Commissioners  Thompson,  Plummer  and  Benson  to  hold  hear- 
ings with  reference  to  the  enforcement  of  section  28,  of  the 
merchant  marine  act  of  1920,"  said  a  statement  issued  by  the 
board. 

Chairman  Lasker,  who  had  said  repeatedly  that  no  further 
hearings  would  be  held  prior  to  enforcement  of  the  section, 
admitted  that  the  board  had  reversed  its  policy. 

It  was  announced  that  the  board  was  making  a  thorough 
investigation  into  the  whole  question  to  determine  whether  it 
could  now  certify  that  adequate  facilities  were  available  under 
the  section,  and  "the  proposed  hearing  is  part  of  its  investiga- 
tion." 

Appeals  for  a  hearing  were  made  to  the  board  by  Senators 
Sbeppard  and  Capper,  who  threatened  to  introduce  a  bill  for 
the  repeal  of  section  28  and  thus  get  a  hearing  before  the  Sen- 
ate commerce  committee  on  the  Issues  involved. 


BIDS   FOR   SHIPS   NOT   SERIOUS 

The  Traffic    li'orld   Washington   Bureau 

A.  D.  Lasker,  chairman  of  the  Shipping  Board,  announced 
this.'week  that  the  board  had  rejected  all  bids  received  in  re- 
sponse to  the  offering  for  sale  of  the  entire  fleet  of  more  than 
1,400  vessels  owned  by  the  board. 

"There  was  not  a  serious  bid  in  the  whole  lot,"  said  he. 
"Most  of  the  bids  were  what  might  be  termed  as  'facetious.' " 

Doubt  of  prospective  ship  buyers  as  to  whether  or  not  Con- 
gress will  grant  a  ship  subsidy,  Chairman  Lasker  said,  resulted 
in  no  bona  fide  bids  being  received.  He  said  he  was  confident 
a  large  number  of  ships  would  be  sold  if  the  ship  subsidy  goes 
through  but  that  buyers  desire  to  be  sure  there  will  be  a  subsidy. 
Without  a  subsidy  he  did  not  think  many  ships  could  be  sold. 

"This  shows  they  won't  buy,  if  we  don't  get  the  subsidy." 
said  he.  "Prospective  ship  buyers  won't  take  a  chance." 

Bids  were  received  on  100  ships  In  the  fleet,  the  chairman 
said. 

One  of  the  bids  was  from  a  man  In  a  small  town  in  North 
Dakota  who  offered  1225.000.000  for  the  entire  fleet  But  he 
did  not  send  a  certified  check  for  1V4  per  cent  of  the  amount 
bid  as  an  <  of  good  faith. 


MARINE   AND   DOCK   LABOR 

The  Traffic    World   Waihinglon   Rureiu 

Commissioner  O'Connor,  of  the  Shipping  Board,  in  a  report 
on  the  marine  and  dock  Industrial  relations  of  the  board  cover- 
ing the  period  from  June,  1921.  to  February.  1922,  which  has 
been  submitted  to  the  President,  said  there  were  few  branches 
of  Industry  where  continuity  of  operation  was  more  essential 
than  In  marine  and  longshore  work.  He  said  delays  In  the  past 
had  been  too  frequent  and  that  In  the  year  following  the  war. 
It  was  estimated,  the  board  lost  (37,000,000  because  of  strikes 
largely  among  discontented  longshore  and  other  maritime  workers. 

"There  Is  needed  a  sound  and  workable  system  of  practical 
Industrial  relations  that  will  make  for  prosperity  In  the  mer- 
chant marine."  said  he.  "rather  than  having  1U  managers  and 
employes  work  with  mutual  distrust  and  cross  purposes.  The 
American  merchant  marine  can  never  be  made  a  success  by  a 
mere  policy  of  bluntly  holding  down  wages. 

"The  policy  of  the  Shipping  Board  In  making  labor  read- 


were  the  proposed  rates  to  go  into  effect.    He  said  that  the      J^stmentn  on  its  own  ships,  however,  has  been  an  attempt  at 
rate  from  Dubuque,  la.,  would  remain  at  33>4  cents,  as  at  pret"   wor 


•  nr,  while  the  rate  from  East  Dubuque.  just  across  the  river, 
would  become  28  cents.  So  far  as  geographical  advantage  was 
concerned,  he  said,  there  was  just  as  much  In  favor  of  Balti- 
more as  New  Orleans,  because  Dixon,  III..  In  about  the  center 
of  the  disputed  group,  was  equally  distant  from  both  points. 
North  of  Dlxon  the  mileage  advantage  was  In  favor  of  Baltimore, 
and  In  no  case  was  the  advantage  In  favor  of  New  Orleans 
more  than  50  mile*.  He  said  he  failed  to  see  where  the  Illinois 

•ral  could  properly  reduce  the  rate  from  Freeport  to  New 
Orleans,  a  distance  of  933  miles,  to  26  cents,  while  maintaining 
a  rate  of  12  cents  to  Chicago,  a  distance  of  114  miles. 

The  advantage  Illinois  Central  points  would  enjoy  when 
compared  with  points  on  other  lines  In  north-central  Illinois 
was  explained  by  H.  H  Mllmer.  a  grain  dealer,  who  had  ele- 
vators at  Freeport,  on  the  Illinois  Central,  and  at  four  other 
points  on  other  lines.  He  said  the  proposed  rates.  If  allowed 
to  go  into  effect,  would  result  In  the  cloning  of  the  elevators 
at  non-Illinois  Central  points  and  would  unduly  rrowd  the  fa- 
cilities at  such  places  as  Freeport. 


working  them  out  In  an  orderly  manner  through  collective  bar- 
gaining wherever  possible.  Thus  we  have  been  able  in  the 
past  few  months  to  Inaugurate  a  saving  In  longshore  and  marine 
labor  wages  without  serious  Interruption,  thereby  justifying  that 
policy." 

RATES  ON  BUNKER  COAL 

The  Traffic    World   Washington  Bureau 

The  Commission.  March  20,  bocim  a  hearing,  with  Spoolal 
Examiner  \V  P.  l!arti-l  presiding,  on  the  coal  rat<-s  to  the  north 
Atlantic  ports  applying  on  fuel  to  be  used  In  the  ports  and  coal 
to  be  transhipped,  some  to  points  inside  the  Virginia  capes  and 
some  beyond  tbfm.  The  quentlon  raised  by  the  Commission  was 
as  to  whether  it  was  lawful  for  the  railroads  to  make  rates  on 
coal  going  out  by  ship  lower  than  the  rates  on  coal  used  in  Ihr 
ports,  when  Hi-'  coal  going  Into  bunkers  of  ships  was  lo  be  used 
by  them  as  fuel. 

The  question  In  the  background  was  whether  the  railroads. 
In  making  rotes  on  coal  used  for  bunker  purposes  were  not  vlo- 
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lating  the  law,  declared  by  the  courts  and  the  Commission,  that 
rates  cannot  be  made  dependent  upon  the  use  to  which  the 
commodity  is  to  be  used. 

Railroads  and  shippers  of  coal  to  the  Atlantic  ports  were  in 
accord  against  the  implied  position  of  the  Commission  which 
was  that  it  was  a  violation  of  the  law  for  the  railroads  to  have 
made  rates  on  coal  which  ships  could  use  for  bunker  or  fuel 
purposes,  lower  than  the  rates  on  coal  to  be  used  by  the  indus- 
tries and  citizens  at  the  ports.  In  behalf  of  the  railroads, 
George  A.  Cochran  for  the  Baltimore  &  Ohio;  E.  D.  Hotchkiss. 
freight  traffic  manager  for  the  Chesapeake  &  Ohio,  in  behalf  of 
all  the  railroads  serving  Hampton  Roads  ports;  and  Walter 
Thayer,  general  coal  freight  agent  for  the  Pennsylvania,  in  be- 
half of  lines  serving  Philadelphia  and  New  York,  contended 
they  were  not  making  rates  on  bunker  coal.  They  pointed  out 
they  made  the  same  rate  on  coal  transshipped  by  water  from 
the  ports,  no  matter  to  what  use  it  might  be  put.  They  said 
they  made  one  rate  for  coal  to  be  delivered  on  side  tracks  in 
the  ports,  one  for  coal  to  be  shipped  by  vessel  to  destinations 
inside  the  Virginia  capes  and  another  rate  for  coal  to  be  sent  by 
vessel  beyond  the  capes,  regardless  of  its  ultimate  destination 
and  regardless  of  its  use. 

Mr.  Hotchkiss  said  the  railroads  performed  more  service  on 
coal  for  local  than  for  delivery  into  ships.  He  went  into  details  to 
show  the  much  greater  cost  of  making  local  deliveries  of  coal  at 
the  Hampton  Road  ports,  by  the  Chesapeake  &  Ohio,  than  deliver- 
ies to  ships.  He  said  that  several  years  ago  the  railroads  at 
Hampton  Roads  ports  undertook  to  make  a  rate  on  bunker  coal 
10  cents  higher  than  the  rate  on  cargo  coal.  The  result  was, 
he  said,  that  ships  changed  their  space  so  as  to  defeat  the 
attempt.  The  10-cent  higher  charge  on  bunker  coal  was  to  be 
assessed  in  accordance  with  the  amount  of  space  set  aside  in 
the  plans  of  the  ships,  for  bunker  coal  and  cargo  coal,  respect- 
ively. Promptly,  he  said,  the  plans  were  changed,  so  the  rail- 
roads finally  had  to  come  to  the  conclusion  they  could  charge 
only  one  rate  for  coal  go-ing  into  the  hatches  of  ships,  regard- 
less of  where  the  coal  might  be  going  or  the  use  to  which  it 
might  be  put. 

Similar  testimony  was  given  by  the  other  witnesses  for  the 
railroads.  They  said  the  railroads  in  1911  had  obtained  blanket 
fourth  section  relief  on  the  theory  that  their  rates  on  coal  going 
to  points  inside  the  capes  would  be  in  violation  of  the  fourth 
section,  when  the  rates  on  such  coal  were  compared  with  rates 
on  coal  intended  for  local,  or,  as  they  called  it.  track  delivery. 

Henry  Thurtell,  for  years  the  fourth  section  expert  for  the 
Commission,  representing  the  Southern  in  this  case,  by  ques- 
tions brought  out  the  declaration  from  the  witnesses  that,  in 
their  opinion,  the.re  never  was  any  reason  for  the  application 
for  fourth  section  relief,  because  the  comparisons  were  made 
on  rates  that,  properly,  were  not  comparable. 

The  Commission,  in  ordering  this  inquiry,  Mr.  Bartel  said, 
in  answer  to  questions,  was  mindful  of  the  fact  that  in  a  New 
Orleans  case,  it  had  held  that  rates  on  bunker  coal  for  delivery 
in  New  Orleans,  were  unlawful  because  they  were  lower  than 
rates  on  coal  for  local  delivery.  On  cross-examination,  it  was 
brought  out  that  the  railroads  published  no  cargo  coal  rates  to 
New  Orleans,  hence  the  situation  there  was  not  exactly  the 
same  as  at  the  north  Atlantic  ports. 

Unanimous  consent  was  given,  at  the  afternoon  session  of 
March  20,  in  the  Commission's  inquiry  into  rates  on  bunker 
coal,  that  a  statement  on  the  subject  from  Secretary  Hoover 
should  be  made  a  part  of  the  record  after  the  taking  of  testi- 
mony was  completed.  He  could  not  attend  the  hearing  and  say 
what  he  had  in  mind.  Request  that  his  views  be  allowed  to 
come  into  the  record  in  that  somewhat  unusual  way  was  made 
by  Examiner  Bartel,  who  asked  if  there  would  be  any  objection 
to  a  statement  by  Mr.  Hoover.  Instead  of  there  being  objection 
every  coal  man  and  every  railroad  man  present  told  Bartel  he 
would  consider  it  a  great  factor  if  Mr.  Hoover  were  permitted 
to  say  whatever  he  wanted  to  say,  at  his  convenience. 

That  unanimity  of  view,  it  is  believed,  is  the  result  of  the 
position  Mr.  Hoover  took  at  the  conference,  December  14,  when 
he  pointed  out  the  desirability  of  the  railroads  arranging  for 
a  reduction  in  their  rates  on  coal  for  export,  if  they  could  pos- 
sibly arrange  for  a  lowering,  because,  as  he  showed  by  figures. 
British  mine  operators  had  not  only  displaced  Americans  in 
many  of  the  Mediterranean  ports,  but  were  actually  selling  coal 
in  New  York  and  other  north  Atlantic  ports  in  competition  with 
American  operators.  They  were  also  ousting  American  coal 
from  West  Indian  ports,  the  trade  of  which  American  mine  op- 
erators had  controlled  for  25  years  before  the  war,  without 
thought  of  challenge  by  British  operators. 

The  general  situation  with  regard  to  the  rates  themselves 
was  illustrated  in  the  testimony  of  Mr.  Cochran,  speaking  for 
the  Baltimore  &  Ohio.  The  rate  from  the  Cumberland-Piedmont 
field  to  Baltimore,  for  track  delivery,  he  said,  was  $3.18;  for 
transshipment  inside  the  capes,  $2.93;  and  outside  the-  capes, 
$2.53.  Rates  to  other  ports  were  made,  he  said,  with  a  view 
to  enabling  free  competition  in  the  bunkering  of  ships,  and  the 
exporting  of  coal.  He  said  there  was  competition,  not  only 
between  the  ports,  but  between  the  dealers  at  the  ports  or  the 
operators  using  them,  but  also  between  coal  and  fuel  oil. 


Although  the  Commission's  decision  with  regard  to  rates  on 
bunker  coal,  made  by  railroads  serving  New  Orleans,  was  the 
cause  of  the  inquiry,  neither  New  Orleans  as  a  port  nor  oper- 
ators desiring  to  use  New  Orleans  or  any  other  Gulf  port  as 
a  point  for  export  made  any  objection  to  the  adjustment  at  the 
Atlantic  ports.  S.  L.  Yerkes,  representing  Alabama  operators 
who  send  coal  to  New  Orleans,  asked  a  few  questions  while 
J.  M.  Duberry,  for  the  L.  &  N.,  was  on  the  stand,  in  which  he 
sought  to  put  that  carrier  on  record  as  saying  that  if  the  Com- 
mission should  change  its  view  as  to  lower  rates  on  bunker 
than  on  coal  for  the  port  proper,  it  would  establish  such  an 
adjustment.  Mr.  Duberry  said  the  matter  would  be  given  con- 
sideration with  a  view  to  putting  the  operators  for  whom  Mr. 
Yerkes  was  speaking  on  a  footing  of  equality  with  operators 
using  other  ports,  especially  those  using  Charleston,  about  which 
he  had  been  speaking,  because  at  Charleston  there  is  a  coal 
tipple  for  the  use  of  which  the  carriers  make  a  charge  when  coal 
for  bunkering  or  export  is  loaded  into  ships  at  that  port. 

Frank  Jones,  commerce  agent  for  the  Southern;  C.  A.  Smith, 
general  freight  agent  for  the  Carolina,  Clinchfield  &  Ohio; 
J.  M.  Duberry,  for  the  Louisville  &  Nashville;  F.  D.  McConnell, 
for  the  Central  of  Georgia;  John  Callahan,  traffic  manager  for 
the  National  Coal  Association;  A.  E.  Beck,  traffic  manager  for 
the  Merchants'  &  Manufacturers'  Association  of  Baltimore; 
W.  L.  Andrews,  vice-president  of  the  Consolidation  Coal  Com- 
pany; William  E.  Miller,  of  the  Baker-Whitely  Company,  of  Balti- 
more; and  H.  V.  C.  Wade,  traffic  manager  for  the  Chamber  of 
Commerce  of  Norfolk,  Va.,  followed  Walter  Thayer  on  the  stand. 
The  railroad  men  explained  the  adjustment  at  the  south  At- 
lantic ports,  which,  according  to  their  declarations,  was  the 
same  as  at  the  north  Atlantic  ports,  except  they  had  no  such 
complication  as  inside  and  outside  of  the  capes  traffic  by  ship 
to  contend  with,  and  the  railroads,  except  at  Charleston,  had 
not  such  big  facilities  for  handling  coal  as  the  northern  ports. 

"In  the  event  the  Commission  should  make  a  decision  that 
would  compel  you  to  bring  the  bunker  or  transshipment  rates 
up  to  thp  level  of  the  domestic  or  track  delivery  rates,  do  you 
think  you  could  get  coal  in  as  great  a  volume?"  asked  Mr.  Thur- 
tell, while  Mr.  Jones  was  on  the  stand. 

"I  don't  think  so,"  said  he.  "We  do  not  get  much  at  our 
present  rates." 

In  his  testimony  Mr.  Callahan  treated  the  subject  as  re- 
lating chiefly  to  the  exportation  of  American  coal.  As  an  export 
proposition  he  said  the  transshipment  rates  were  proportionals; 
as  to  rates  on  bunker  coal,  they  were  akin,  he  thought,  to  the 
divisions  which  a  railroad  pays  in  acquiring  coal  for  its  own  use. 

"Any  change  in  the  rate  situation,"  said  he,  "  would  have 
an  adverse  effect  on  the  export  coal  business.  We  have  a  large 
surplus  for  export  and  the  fact  that  there  are  lower  rates  for 
coal  going  beyond,  in  my  estimation,  is  not  &  discrimination 
against  the  user  of  coal  at  the  port.  The  more  coal  we  export, 
the  larger  number  of  units  over  which  the  cost  of  production 
can  be  spread  and  consequently  the  lower  the  cost  to  the  buyer." 

In  the  estimation  of  A.  E.  Beck,  any  change  in  the  rate 
for  transshipment  that  would  require  the  payment  of  the  same 
charge  for  coal  going  beyond  as  on  the  coal  remaining  in  the 
ports  would  be  an  irreparable  damage  to  the  port  of  Baltimore, 
which  is  just  on  the  eve  of  spending  $50,000,000  for  increasing 
port  facilities.  The  public  opinion  of  Baltimore,  he  said,  mean- 
ing the  opinion  of  those  who  know  anything  of  the  subject,  is 
against  any  change.  In  the  twelve  years,  during  which  time 
he  said  he  had  been  connected  with  the  Merchants'  &  Manu^ 
facturers'  Association,  not  one  complaint  had  been  made  about  it. 

Similar  testimony  was  given  by  Mr.  Miller,  who  said  he 
had  been  connected  with  both  domestic  and  bunkering  coal  op- 
erations for  twenty-five  years. 

Emphatic  approval  of  what  the  railroad  men  had  said  was 
given  by  Mr.  Andrews.  He  said  the  coal  men  and  the  railroad 
men  disagreed  as  to  particular  adjustments  and  they  might  even 
disagree  as  to  the  general  level  of  coal  rates,  but  not  on  this 
phase. 

In  behalf  of  the  Hampton  Roads  ports,  Mr.  Wade  expressed 
views  similar  to  those  to  which  other  shippers  had  given  voice. 

The  Commission  has  discontinued  I.  and  S.  No.  1448,  rates 
and  terminal  charges  on  coal  to  Gulf  ports,  thereby  accentuat- 
ing, if  possible,  the  alleged  discrimination  .against  New  Orleans 
and  other  Gulf  ports  caused  by  the  fact  that  the  railroads  serv- 
ing them  have  been  forbidden  to  charge  any  lower  rates  on 
coal  going  into  bunkers  or  cargo  space  at  those  ports  than  on 
coal  for  use  at  the  ports,  while  the  railroads  serving  the  At- 
lantic ports  are  continuing  to  charge  lower  rates  on  coal  going 
into  ships  at  the  ports  than  they  do  on  coal  for  "track  delivery" 
at  the  ports.  It  discontinued  that  case  because  the  carriers, 
in  compliance  with  its  opinion  that  they  could  not  charge  less 
for  hauling  bunker  coal  to  New  Orleans  than  any  other  kind 
of  coal,  did  not  file  tariffs  naming  lower  rates  on  coal 
for  transshipment  by  vessel  than  they  did  for  track  delivery 
coal.  They  confined  their  efforts  to  the  making  of  rates  to  apply 
on  coal  to  be  used  in  firing  the  boilers  of  shins,  commonly  known 
as  bunker  coal. 

Hearing  in  the  Commission's  inquiry   into  rates  on  bunker 
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coal  to  Atlantic  ports  was  completed  with  the  testimony  of 
\V.  \V.  Houston  in  behalf  of  the  Maritime  Exchange  of  Norfolk 
and  S.  L.  Yerkes  in  behalf  of  the  Alabama  Mining  Institute  and 
the  Illinois  Coal  Traffic  Bureau.  Mr.  Houston  took  the  same 
position  that  every  other  man  speaking  for  the  shipping  in- 
terests at  the  ports  and  the  railroads,  namely,  that  lower  rates 
for  coal  going  into  the  bunkers  of  ships,  either  as  export  or  as 
bunker  coal,  were  justified  by  the  differences  in  transportation. 
even  if  the  Commission  were  inclined  to  deny  that  bunker  coal. 
as  distinguished  from  cargo  coal,  was  not  going  to  a  foreign 
destination,  and  that  if  the  Commission  could  not  view  the  whole 
matter  as  an  export  proposition,  it  could  justify  the  rates  on 
the  ground  that  they  were  proportionals  to  apply  on  coal,  which 
would  be  given  transportation  beyond  the  ports. 

Mr.  Yerkes  spoke  particularly  of  the  Gulf  port  situation. 
He  did  not  oppose  the  adjustment  at  the  Atlantic  ports.  On  the 
contrary  he  approved  it.  his  point  being  that  it  should  be  ex- 
tended to  New  Orleans  and  the  other  Gulf  ports  to  enable  them 
to  compete  in  supplying  bunker  and  cargo  coal  to  ships  coming 
there. 

On  the  record,  as  made,  the  Commission  will  discover  that 
not  one  railroad  nor  one  shipper  agrees  with  it  that  It  consti- 
tutes an  unlawful  discrimination  against  the  users  of  coal  at 
the  ports  because  the  rates  on  bunker  coal  are  baaed  on  the  use 
to  which  the  coal  is  to  be  put.  Some  of  the  witnesses  pointed 
out  there  was  no  competition  between  ships  and  the  industries, 
although  that  argument  was  also  made  in  the  cases  in  which 
the  Commission  and  the  courts  had  to  condemn  differences  In 
rates  based  upon  differences  In  use. 

In  the  tariffs  suspended  in  I.  and  S.  No.  1448.  the  carriers 
sought  to  make  a  rate  of  $2.45  on  bunker  coal,  from  mines  In 
Alabama,  $2.25  for  their  line-haul  service  and  20  cents  per  ton 
for  tippling  at  New  Orleans,  while  charging  (2.70  for  deliveries 
to  Industrie*  and  to  harbor  craft.  They  did  not  undertake  to 
restrict  the  lower  rate  to  coal  going  beyond  the  ports  in  ships, 
but  confined  their  effort  entirely  to  bunker  coal  In  ships  going 
outside  the  harbor  and  beyond  the  landings  on  the  Mississippi. 


of  the  Shipping  Board,  will  go  to  London  shortly  to  establish  an 
organization  for  the  board  there.  Under  present  arrangements 
a  number  of  companies  are  serving  as  agents  in  England  tor  the 
operators  of  Shipping  Board  vessels.  The  London  office  of  the 
board  will  take  over  the  work  of  these  agents.  Mr.  Lasker  said 
no  offices  would  be  established  for  business  in  German  ports  as 
that  would  be  taken  care  of  by  the  North  German  Lloyd. 

CLAIMS  AGAINST  SHIPPING  BOARD 
In  settling  52  claims  against  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation,  which  aggregated  $8,629,- 
739.26.  the  board  found  that  instead  of  having  to  pay  anything 
to  the  claimants  as  a  whole,  there  was  $1,145,702.14  due  the 
board,  according  to  Nathan  A.  Smyth,  general  counsel  for  the 
fleet  corporation.  He  said  this  was  due  to  the  adjustment  of 
counter  claims  and  that  it  was  not  anticipated  that  the  situation 
would  occur  again. 

A  resolution  has  been  adopted,  by  the  Shipping  Board  pro- 
viding that  no  former  official,  clerk  or  employe  of  the  board  or 
the  Emergency  Fleet  Corporation,  within  two  years  after  sever- 
ing his  connection  with  the  board  or  corporation,  shall  be  rec- 
ognized or  dealt  wiih  in  connection  with  claims  against  the 
board  growing  out  of  contracts. 


OPERATION  OF  NEW  YORK   PIERS 

Tin-  Shipping  Board  has  appointed  .a  committee  composed 
of  Commissioner  O'Connor  and  Vice-Presidents  Smull,  Frey  and 
Love,  with  power  to  act  with  reference  to  the  taking  over  and 
operation,  for  the  Emergency  Fleet  Corporation  of  all  piers 
owned  or  controlled  by  the  Shipping  Board  in  and  around  New 
York.  Chairman  Lasker  said  the  board  would  take  over  the 
Cosmopolitan  and  Munson  piers.  The  board  has  not  had  direct 
charge  of  the  piers,  but.  acting  on  a  report  made  by  Commis- 
sioner O'Connor,  It  derided  '<>  <i»ke  steps  to  bring  the  piers 
under  the  direct  operation  of  the  Meet  corporation. 


A  NEW  ENGLAND  DINNER 

Tk,    Trtfu    World    H.lJ 

Destruction  of  the  port  differential  adjustment  In  so  far  as  It 
favor*  Philadelphia.  Baltimore,  and  other  Atlantic  port.-  by  giv- 
ing them  rates  lower  than  Boston,  purchase  of  the  Ca 
Canal  by  the  general  government,  and  the  pannage  of  the  ship 
subsidy  bill  now  before  Congress  were  advocated  by  speaker*  at 
a  dinner  given  March  21.  by  the  maritime  part  of  the  Boston 
Chamber  of  Commerce,  to  member*  of  the  new  England  delega- 
tion In  Congress.  Among  the  guest*  were  Vice  President  Cool- 
luge,  Governor  Cox.  of  Massachusetts,  Mayor  Curley.  of  Boston, 
and  the  New  England  delegation  In  Concrea*. 

While  the  question  of  port  differential*  was  supposed  to  be 
one  of  the  thing*  that  would  be  prominently  discussed  by  the 
hosts  In  their  addrewe*  to  the  law-maker*.  It  wa*  only  a  minor 
feature  and  was  brought  to  the  attention  of  the  senators  and  rep- 
resentatives as  a  matter  that  would  have  to  be  paused  upon  by 
•mmiiwlon  and  not  one  In  which  the  law-makers  could  help 
in  any  way  other  than  urging  their  constituents  to  support  the 
effort*  put  forth  by  the  maritime  association  In  Its  complaint  be- 
fore the  Commission. 

••operation  wa*  the  keynote  of  the  speaker*  at  the  dinner, 
their  Idea  being  that  New  England  ha*  not  co-operated  enough 
to  obtain  for  itseir  the  thing*  to  which  the  six  states  In  the 
northeast  are  entitled. 

Senator  Lodge,  one  of  the  prominent  speaker*,  characterised 
t  IIP  differential  adjustment  as  extremely  unfair  to  New  England 
and  said  New  England  port*  mu*t  be  brought  back  to  an  equality 
with  other  port*  New  England  now  deems  more  favored. 


MARINE   INSURANCE   RATES 
Appointment    of    committee*    representing    tin- 
Corporation   and   cargo  Insurance   underwriters   to  confer 
with  regard  to  obtaining  better  rate*  for  Shipping  Board  vessel 
cargoes  have  been  announced  by  W.  J.  Ix>ve.  vice-president,  who 
I*  head  of  the  Fleet   Corporation   committee,  the  other  member* 
of   which  are  B.    K.    Ogden,  of   the   Insurance  department,  and 
Commander    Gatewood.     The    underwriters'    committee    i 
posed  of  Charles  R.  Page.  Russell  Loin,,  and  William  II    MoGee. 


SALE  OF  FLEET  CORPORATION  MORTGAGES 
II  S  Klmball.  vice-president  of  the  Emergency  Fleet  Cor 
poration  In  charge  of  finance,  ha*  announced  that  the  corpora- 
tion I*  offering  for  sale  $12,410,423  of  mortgage*  on  real  estate 
and  $33.500.000  of  notes  secured  by  |.r«  r. -ried  mortgage*.  These 
securities  were  obtained  by  the  corporation  as  the  result  of  the 
building,  for  war  purposes,  of  shipyard*,  house*  for  warkers. 


BOARD   TO    HAVE    LONDON    OFFICE 

T.    II.    Roflsbottorn.   general    manager   of   the    fnited    States 
Lines,  according  to  an  announcement  by  A.  D.  Lasker,  chairman 


NEW  ENGLAND  ORDER  ATTACKED 

The   Traffic    M'ur/J    H'athinyton   Bureau 

An  order  Issued  by  Judge  Julius  M.  Mayer.  United  States 
lit  Judge,  acting  as  district  Judge  in  the  district  court  of 
New  York,  was  served  on  the  Commission  March  21  directing 
t  to  appear  before  the  court  March  30  and  show  cause  why 
the  order  In  the  New  England  rate  division  case,  directing  the 
!!•«••  west  of  the  Hudson  River  to  Increase  the  divisions  of  the 
New  England  lines,  should  not  be  set  aside.  The  order  was 
Issued  as  the  result  of  !>•••  filing  of  a  bill  by  the  Akron,  Canton 
4  Youngstown  Rallwn>  Company  and  other  defendants  in  the 
New  England  rale  case,  against  ^lie  I  nit.-d  States,  attacking 
the  Commission's  order  as  null  nnd  void  and  asking  for  an 
interlocutory  Injunction  and  a  permanent  Injunction  forbidding 
enforcement  of  the  order. 

The  petitioners  aver  In  the  bill  that  the  Commission's  order 
will  deprive  them  of  property  without  due  process  of  law.  After 
setting  forth  In  detail  the  history  of  the  proceedings  and  nego- 
tiations In  connection  with  the  New  England  caae,  the  peti- 
tioners arer  that  the  order  will  take  from  them  large  sums 
of  money  which  would  substantially  reduce  their  revenues  and 
earnings  and  would  annul  contracts  for  divisions  made  by  the 
parties  and  would  cause  irreparable  loss  and  dam. 

It  is  further  declared  In  the  bill  that  the  order  "fails  to 
prescribe  just,  reasonable  and  equitable  divisions  of  joint  rates 
with  which  It  deals  to  be  received  by  the  several  earn 
affected  thereby,"  and  that  It  falls  to  provide  for  divisions  be 
tween  and  among  carriers  participating  in  handling  the  traffic 
for  the  joint  charges. 

It  Is  further  alleged  that  the  order  deals  with  and  attempts 
to  regulate  and  control  divisions  of  rates  between  groups  of 
railroads,  a*  such,  and  fails  to  take  into  consideration  the 
amount,  cost  or  value  of  the  service  rendered  by  the  respective 
"•carriers  participating  In  handling  (he  traffic  for  the  several  Joint 
charges. 

The  bill  further  sets  forth  that  the  order  attempts  to  deal 
with  the  whole  body  of  divisions  of  class  rates  and  of  com- 
modity rates  divided  upon  the  same  bases  as  class  rates  (1) 
received  by  all  complainants  and  (2)  received  by  all  defend- 
ants in  said  proceeding  and  not  with  any  particular  divisions 
found  to  be  unjust,  unreasonable.  Inequitable  or  unduly  pref- 
erential or  prejudicial  as  among  the  respective  carriers  parties 
thereto. 

It  Is  further  alleged  that  the  order  gives  undue  and  un- 
warranted consideration  to  the  factor  of  the  amount  of  revenue 
required  by  the  complainants  in  the  New  England  case  to  pay 
operating  expenses,  taxes  and  a  fair  return  on  the  property  de- 
voted to  the  transportation  service,  while  it  excludes  and  gives- 
Insufficient  consideration  to  the  same  factor  with  respect  to  the 
petitioners. 

The  order  is  based,  it  is  alleged,  on  exclusive  consideration. 
lj>  the  Commission  of  the  financial  needs  and  requirements  of 
one  so-called  group  of  carriers  affected  by  il  and  not  upon 
consideration  of  the  needs  and  requirements  of  all  so-called 
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groups  affected  by  It.  The  Commission,  it  is  charged,  con- 
strued the  interstate  commerce  act  as  authorizing  the  taking 
from  one  so-called  group  and  giving  to  another  so-called  group 
on  account  of  the  financial  needs  of  the  latter. 

It  is  further  alleged  that  the  order  is  indefinite,  uncertain 
and  ambiguous;  that  it  does  not  find  that  the  divisions  that 
would  be  left  to  the  petitioners  would  be  just,  equitable  and 
reasonable;  that  the  order  is  arbitrary  and  without  foundation 
on  any  evidence  of  record;  that  the  order  is  null  and  void 
because  it  was  made  effective  less  than  30  days  from  the  date 
of  service  upon  the  parties. 

The  power  of  the  Commission  to  make  such  an  order  as  it 
issued  in  the  case  was  questioned  right  from  the  start  of  the 
litigation  resulting  in  the  Commission's  second  order  in  that 
case.  Therefore,  the  court  proceedings  now  begun  were  not 
unexpected.  There  is  little  doubt  but  that  the  case  will  go  to 
the  United  States  Supreme  Court  for  a  final  ruling. 

In  the  Commission's  first  report  it  said  it  could  not  handle 
the  question  of  divisions  on  a  group  basis  as  suggested  by  the 
New  England  carriers.  In  the  second  report  and  order  the 
Commission  reversed  itself. 

Practically  all  Class  1  roads  were  named  as  defendants  in 
the  proceeding  before  the  Commission  and  comparatively  few  of 
them  are  found  among  the  petitioners  in  the  bill  to  set  aside  the 
order.  There  are  45  carriers  named  as  petitioners.  Some  of  the 
principal  roads  missing  are  the  Pennsylvania,  the  B.  &  O.,  and 
the  New  York  Central.  Some  of  the  New  York  Central  system 
roads,  however,  appear  among  the  petitioners. 

A  fight  of  unusual  intensity,  consuming  much  time,  is  ex- 
pected by  the  Commission  over  its  order  in  the  New  England  divi- 
sion case.  It  has  employed  Walker  D.  Mines,  former  Director- 
General,  to  represent  it  in  that  case.  Chief  Counsel  Parrell  was 
not  prepared,  when  the  case  was  begun,  to  give  it  the  amount  of 
time  it  is  suspected  the  case,  on  account  of  its  importance,  will 
demand.  The  defense  of  the  order  will  be  made,  in  behalf  of  the 
Commission,  by  Mr.  Hinfes,  and  in  behalf  of  the  United  States, 
by  Blackburn  B.  Esterline,  who  has  been  in  charge  of  interstate 
commerce  cases  for  the  attorney-general  for  many  years. 

The  Commission  has  received  unofficial  notice  that  the  New 
York  Central  will  attack"  the  order  in  a  separate  case.  It  is 
thought  not  improbable  that  other  roads  will  decide  to  make 
separate  fights.  Unless  the  indications  are  misleading  it  will  be- 
come a  celebrated  case,  though,  as  a  matter  of  fact,  there  will 
probably  be  several  cases.  It  is  understood  the  New  England 
roads  will  be  represented,  as  interveners,  if  possible,  as  amici 
curiae,  if  necessary,  by  Mr.  Choate,  who  was  in  charge  of  the 
litigation  before  the  Commission,  with  probably  Wilbur  LaRoe 
Jr.,  as  adviser.  -Walter  C.  Noyes,  former  judge  of  the  United 
States  circuit  court,  is  attorney  for  the  railroads  that  cited  the 
Commission  to  show  cause  why  the  enforcement  of  the  order 
should  not  be  enjoined. 

The  reported  intention  of  the  New  York  Central  to  proceed 
separately  is  attributed  to  its  great  financial  interest  in  the  Bos- 
ton Albany,  a  New  England  line  which  is  named  among  the  de- 
fendants, which,  under  the  terms  of  the  order,  are  required  to 
pay  larger  divisions  to  the  other  New  England  lines,  the  Bangor 
&  Aroostook  excepted. 

Some  surprise  has  been  expressed  because  the  Pennsylvania 
and  the  Baltimore  &  Ohio,  among  the  big  trunk  lines,  were  not 
represented  among  the  applicants  for  an  injunction.  A  sugges- 
tion as  to  the  abstinence  of  the  Pennsylvania  has  been  that  its 
interest  in  the  New  York,  New  Haven,  and  Hartford  is  so  great 
that  taking  money  from  it  to  pay  larger  divisions  to  the  New 
Haven  would  be  a  simple  transfer,  from  one  pocket  to  another, 
while  whatever  additional  money  the  New  Haven  received  from 
other  trunk  lines  would  be  in  the  nature  of  "velvet"  so  far  as  the 
Pennsylvania,  as  a  stockholder  in  the  New  Haven,  is  concerned. 
A  suggestion  respecting  the  Baltimore  &  Ohio  is  that  inasmuch 
as  its  rails  do  not  reach  the  gateways  into  New  England,  defense 
of  its  interest,  presumably  small,  might  be  expected  to  come  from 
the  delivering  lines  taking  its  tonnage  to  the  Jersey  shores,  par- 
ticularly the  Central  of  New  Jersey.  A.  H.  Elder,  attorney  for 
that  carrier,  took  a  prominent  part  in  the  fight  before  the  Com- 
mission. 

Attorneys  for  the  Commission  may  be  under  some  embar- 
rassment in  this  case  because  the  Commission  reversed  itself  in 
it  first  holding  it  had  not  the  power  and  then  asserting  it  had, 
and  issuing  an  order  under  the  terms  of  which  the  roads  outside 
of  New  England  having  joint  rates  with  the  New  England  car- 
riers were  required  to  increase  the  amounts  hitherto  paid  by 
them  as  divisions,  by  15  ner  cent. 

A  similar  order  has  been  made  by  the  Commission  against 
the  connections  of  the  Missouri  &  North  Arkansas,  with  a  view 
to  breathing  life  into  that  railroad,  which  has  not  been  operating 
since  last  summer.  The  orders  in  those  cases  were  based,  ap- 
parently, on  the  theory  that  the  law  authorizes,  if  it  does  not  re- 
quire, the  Commission  to  see  to  it  that  the  "weak  siste'rs"  are 
kept  alive  by  taking  money  from  the  strong  roads,  whenever  It 
may  be  necessary,  to  the  end  that  the  country  may  have  trans- 
portation service,  for  the  amount  of  money  it  pays  out,  regard- 
less of  to  whom  it  may  be  paid  in  the  first  instance. 

In  announcing  Mr.  Hinos'  appointment  the  Commission  said: 


The  Interstate  Commerce  Commission  lias  retained  the  services 
of  former  United  States  Director-General  of  Railroads,  Walker  D. 
Hlnes.  to  represent  the  Commission  in  the  court  proceedings  grow- 
ing out  of  its  order  Jn  the  New  England  divisions  case. 

In  a  bulletin  to  members  John  E.  Benton,  general  solicitor 
of  the  National  Association  of  Railway  and  Utilities  Commission- 
ers, commented  on  the  action  of  the  carriers  in  attacking  the 
Commission's  order  in  the  New  England  rate  division  case  as 
follows: 

This  is  the  first  assault  in  court  by  carriers  upon  what  may  be 
called  the  Cummins  plan,  which  Is  responsible  for  the  presence  of 
Section  15a  in  the  transportation  act.  In  the  original  Cummins 
bill,  S2906,  66th  Congress.  Section  6  provided  for  the  group  plan  of 
rate  making,  and  further  provided  that  any  excess  above  a  fair 
return  received  by  any  carrier,  should  be  surrendered  to  the  gov- 
ernment, to  be  used  one-half  for  the  benefit  of  railway  employes, 
and  one-half  by  the  government  In  purchase  of  equipment  or  In 
loans  to  carriers.  The  Esch  bill  contained  no  such  provision.  In 
the  compromised  bill.  Section  6  of  the  Cummins  bill  emerged  as 
Section  15a.  In  that  section  it  was  provided  that  one-half  only 
of  the  excess  should  be  surrendered  to  the  government,  and  the 
other  half,  (In  the  Cummins  bill,  designed  to  be  expended  for 
the  benefit  of  employes,)  the  carriers  were  permitted  to  retain. 
Section  15  of  the  Interstate  commerce  act,  was,  however, 
amended  by  the  transportation  act  In  such  manner  as  greatly  to 
amplify  the  power  of  the  federal  commission  in  the  making  of 
divisions.  Among  other  things,  the  commission  was  required  to 
give  consideration  to  a  "fair  return"  on  the  railway  property  of 
carriers.  Senators  and  representatives  who  have  defended  15a,  have 
quite  generally  done  so  by  saying  that  under  Its  power  to  make 
divisions,  the  Commission  could  divert  the  excess  earnings  "unrea- 
sonable In  excess  of  a  fair  return"  which  Section  15a  specifically 
states  will  be  produced  by  the  application  of  the  rate  making  plan 
therein  contained,  from  the  carriers  that  receive  the  same  into 
.the  hands  of  weaker  carriers  that  need  them. 

During  the  hearing  before  the  House  committee,  now  in 
progress,  It  has  been  stated  by  representatives  of  state  commis- 
sions that  the  carriers  Intend  to  take  the  benefits  of  the  transpor- 
tation act.  but  do  not  intend  to  comply  with  the  requirements  therein 
designed  for  the  public  benefit.  This  action,  which  has  just  been 
instituted,  is  confirmatory  of  this  prediction. 


HANDLING  OF  OVERCHARGE  CLAIMS 

The  Traffic  World  Washington  Bureau 

The  Railroad  Administration,  by  means  of  Accounting  Cir- 
cular No.  164.  issued  by  L.  J.  Tracy,  has  prescribed  the  routine 
to  be  observed  by  all  railroads  which  were  under  federal  control 
Feb.  29,  1920,  in  the  handling  of  overcharge  claims,  under  the 
amended  section  20fi  (c).  which  before  its  passage  was  familiarly 
known  as  S.  261.  The  statement  of  facts  and  the  order  of  the 
comptroller  of  the  Railroad  Administration  in  respect  to  the 
amended  section  are  as  follows: 

Section  206  (c)  of  the  Transportation  Act  has  been  amended  so 
as  to  permit  the  filing  of  straight  overcharge  claims  with  the  Inter- 
state Commerce  Commission  within  two  years  and  six  months  after 
the  termination  of  Federal  control. 

In  view  of  this,  will  you  please  be  governed  by  the  following: 

(1)  Tranmlt  immediately  to  the  Interstate  Commerce  Commission 
a  statement  of  all  unsettled   overcharge  claims  on  hand  which   were 
filed   with   you   on   or   before   September  1.    1921,    and   which   had   not 
been   filed   with   the   Commission   before  March   1.    1921.     Such   state- 
ment shall  be  entitled   "Claims  against  Director-General  as  Agent  for 
Alleged  Violation  of  Section   6."     It  shall  be  made   In  the  form  pre- 
scribed by  Accounting  Circular  No.  157.  except  that  each  claim  shall 
be   given   a   serial   number   and   shall   show  claimant's   claim    number 
and  address.  If  known.     Such  claims  shall  then  be  handled  to  a  con- 
clusion   in    accordance    with    established    practice.      If    claim    is    de- 
clined,  shipper  should  be  advised  that  if  declination  is  not  accepted, 
claim  should  Immediately  be  taken  up  with  the  Interstate  Commerce 
Commission.     Statement  shall  be  rendered  monthlv  to  the  Interstate 
Commerce    Commission,    showing,    by    serial    number,    disposition    of 
each  claim  settled  or  rejected  during  the  month. 

(2)  Any  overcharge  claim  filed  with  you  after  September  1,  1921. 
which   you   have   not   returned   to  the   claimant  before   the  receipt   of 
this  circular,  or  which  you  may  hereafter  receive,   shall  be  returned 
to  the  claimant  with  the  suggestion  that  It  be  filed  directly  with  the 
Interstate  Commerce  Commission.     It  is  understood  that  on  being  so 
filed  by  the  claimant,  the  Commission  will  give  each  claim  a  file  num- 
ber and  will  return  same  to  the  claimant  with  advice  substantially  as 
follows: 

"This  will  acknowledge  receipt  on  1922  of  your 

letter  of 1922,  relative  to  your  claim  against  the 

•• Railroad  for  refund  of  an  alleged  straight  over- 
charge of  $ on  a  shipment  of  forwarded 

from  to  your  No 

"You  contend  that  the  charges  collected  were  unlawful "iii  that 
they  exceeded  those  properly  collectible  on  basis  of  rates  legally  ap- 
plicable at  time  of  shipment. 

"This  complaint  has  been  filed  with  the  Commission  under  the 
above  number.  It  Is  suggested  that  you  now  take  your  claim  up 
with  the  carrier,  and  if  you  are  unable  to  secure  an  adjustment  you 
may  promptly  then  bring  the  matter  to  our  attention  after  'the 
refusal  of  the  carrier  to  adjust. 

"A  duplicae  copy  of  this  letter  Is  enclosed  herewith  for  your  use- 
in  presenting  claim  to  the  carrier  as  evidence  that  it  has  been  filed 
with  the  Commission." 

Each  such  claim  which,  accompanied  by  a  duplicate  copy  of  the 
Commission's  letter,  is  filed  with  your  railroad,  should  be  handled  to 
final  conclusion  in  accordance  with  established  practice.  If  after  in- 
vestigation Is  made,  overcharge  Is  established,  refund  should  be  made 
ff  no  overcharge  Is  admitted,  claim  should  be  declined. 

It  is  further  understood  that  a  claimant  shall  have  six  months 
after  advice  from  the  Commission  of  the  declination  of  any  claim 
In  which  to  transfer  such  claim  to  the  Commission's  formal  docket. 

PETITION    FOR    REHEARING 

The  Director-General  has  asked  the  Commission  to  grant  a 
rehearing,  reargument  or  reconsideration  on  the  record  as  made 
in  No.  11542,  Parkersburg  Rig  &  Reel  Co.  vs.  Director-General 
et  al. 
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RAILWAY  WAGE  HEARING 

No  attempt  was  made  by  the  shop  crafts  either  to  refute 
the  arguments  of  the  carriers  in  favor  of  a  wage  reduction  or 
to  justify  their  own  requests  for  increases,  in  presenting  their 
side  of  the  wage  case  to  the  Labor  Board  at  Chicago.  B.  M. 
Jewell,  president  of  the  railway  employes'  department  of  the 
A.  F.  of  L.,  rested,  March  20,  after  more  than  a  week  spent 
in  reading  extracts  from  the  stenographic  reports  of  various 
local  wage  conferences,  in  an  effort  to  show  that  proper  con- 
ferences had  not  been  held,  and  that,  therefore,  the  cases  were 
not  legally  before  the  board. 

"We  could  go  on  like  this  indefinitely,"  he  said.  "But  these 
few  examples  will  show  that  the  national  organization  of  railway 
managements  had  decided  on  a  definite  program  before  the 
conferences  were  called  —  a  program  from  which  no  deviation 
was  possible.  We  think  we  have  clearly  shown  that  the  car- 
riers who  were  so  Insistent  last  year  that  the  national  agree- 
ments be  abrogated,  so  as  to  allow  them  to  confer  with  their 
own  men.  have  reversed  their  position,  and  that  in  these  wage 
conferences  they  were  not  trying  to  negotiate  agreements,  but 
were  simply  trying  to  negotiate  disagreements  to  get  before  this 


"Of  course,  if  we  rest  our  case  on  this  clearly  shown  con- 
tention of  Inadequacy  of  conferences,  we  must  be  prepared  to 
allow  the  flood  of  propaganda  that  has  been  emanating  from 
the  New  York  headquarters  of  this  organization  to  continue; 
bat  we  have  enough  confidence  in  the  fairness  and  Justice  of 
this  board  to  know  that  it  will  refuse  to  consider  further  these 
wage  reduction  proposals  when  It  realizes  that  under  the  law 
It  has  no  right  to  do  so. 

"In  July,  1921,  our  wages  were  reduced  $400.000,000.  At  the 
same  time,  through  the  abrogation  of  the  national  Agreements. 
the  roads  were  presented  with  an  amount  variously  estimated 
at  between  $200,000,000  and  $200.000,000  annually.  So  far  as  I 
can  flnd—  and  I  hare  made  a  very  careful  study—  only  between 
$50,000,000  and  $60.000.000  of  this  saving  has  been  passed  on 
In  reduced  rates.  We  do  not  think  this  attempt  to  reduce  wages 
In  order  to  reduce  rates  Is  sincere.  If  It  were,  there  would  be 
no  reason  for  trying  to  reduce  the  lowest  paid  classes  first  and 
most  We  think  this  entire  move  on  the  part  of  the  railroads 
Is  simply  a  gigantic  propaganda  attempt,  an  effort  on  the  part 
of  the  carriers  to  gain  for  themselves  that  intangible  but  valu- 
able thing,  public  sympathy.  We.  therefore,  respectfully  request 
that,  after  the  carriers  have  an  opportunity  to  answer  our 
charges,  the  board.  In  executive  session,  consider  the  testimony 
we  have  introduced  and  decide  whether  we  are  to  continue  the 
trial  of  these  cases." 

James  L.  Coleman,  general  attorney  for  the  Santa  Fe.  reply- 
ing to  Mr.  Jewell's  charges,  on  behalf  of  the  western  carriers, 
read  Into  the  record.  a  letter  sent  out  over  the  signature  of 
Mr.  Jewell  in  which  the  chairmen  of  the  local  shop  craft 
federations  were  instructed  to  ask  for  conferences  on  Decem- 
ber 20,  1921;  to  send  copies  of  all  correspondence  and  verbatim 
reports  of  the  conferences  to  the  national  headquarters  at 
Chicago;  and  to  Insist  on  an  Increase  of  5  cents  an  hour  for  all 
shop  crafts.  Mr.  Jewell  admitted  the  authorship  of  this  letter, 
lot-ether  with  several  others  which  followed  the  origin.il. 

Mr.  Sargeant  Insisted  that  the  conferences  about  which  Mr. 
Jewell  had  raised  objections  were  only  a  small  part  of  the 
total  and  that  the  excerpts  read  into  the  record  were  "hand- 
picked."  "Many  of  these  submissions."  he  said,  "were  made 
Jointly  by  the  management  and  the  men,  and  many  others  were 
made  by  the  men  alone.  Sorely,  the  shop  craft  leaders  do  not 
contend  that  those  are  not  properly  before  the  board.  The 
board  cannot,  therefore,  on  the  meager  showing  made  by  Mr. 
Jewell,  refuse  to  continue  these  hearings  and  to  render  a  de- 
rision thereon  " 

In  order,  he  said,  to  dispel!  any  doubt  In  the  minds  of  the 
board  members  at  to  whether  proper  conferences  had  been  held 


stenographers  could  be  expected  to  turn  out  identical  records 
on  an  Informal  conference.  "I'm  a  stenographer  myself,"  he  re- 
marked, "and  I  ought  to  know." 

J.  A.  Cochrane,  assistant  to  the  vice-president  of  the  Great 
Northern,  followed  Mr.  Coleman  with  a  presentation  of  testi- 
mony regarding  conferences  on  the  Spokane,  Seattle  &  Portland, 
of  which  road  the  Great  Northern  is  a  part  owner. 

Western  railroads  continued  their  rebuttal  of  the  testimony 
put  in  by  the  shop  crafts,  in  an  effort  to  show  that  their  wage 
cases  were  not  legally  before  the  board,  March  22.  Those  heard 
from  on  that  day  Included  the  Chicago  &  North  Western,  the 
Southern  Pacific,  the  Denver  &  Rio  Grande  Western,  the  Texas 
&  Pacific  and  the  International  &  Great  Northern.  For  the 
most  part,  representatives  of  these  roads  contented  themselves 
with  testifying  and  putting  in  exhibits  calculated  to  show  that 
adequate  conferences  were  held  by  their  managers  with  the 
men. 

A  new  situation  cropped  out  with  the  putting  in,  by  the 
Texas  &  Pacific  and  the  I.  &  G.  N.,  of  letters  from  the  local 
system  federation  chairmen  of  the  two  roads  which  were  iden- 
tical in  wording  and  which  gave  rise  to  the  supposition  that 
they  were  written  in  accordance  with  instructions  from  na- 
tional headquarters.  These  two  letters,  written  after  confer- 
ences bad  been  held  and  after  the  chairmen  had  Joined  with 
the  managers  in  making  Joint  submissions  of  the  wage  con- 
troversy to  the  board,  stated  that  "further  consideration  had 
been  given  to  the  proposals  and  further  examinations  of  the 
minutes  of  the  conference  made,"  with  the  result  that  the  man- 
agers were  Instructed  to  withdraw  the  Joint  submissions.  In 
each  case  the  letters  came  a  number  of  days  after  the  submis- 
sion had  been  mailed  to  the  board's  secretary. 

Mr.  Jewell  said  he  had  no  recollection  of  having  instructed 
these  men  to  write  letters  of  that  character,  and  that  his  files 
did  not  show  such  instructions  to  have  been  made.  On  a  ques- 
tion by  Mr.  Higgins,  as  to  whether  the  instructions  might  not 
have  been  delivered  verbally  or  by  memorandum,  A.  O.  Wharton, 
labor  member  of  the  board.  Interrupted  to  ask  whether  the  car- 
riers objected  to  having  the  men  on  various  roads  confer  before 
taking  definite  steps  regarding  important  questions. 

•  in  the  least,"  replied  Mr.  Higgins.  "But  we  would 
like  to  know  just  how  this  thing  came  about— how  the  deter- 
mination to  ask  the  withdrawal  of  joint  submissions  was  ar- 
rived at." 

"I've  heard  the  employes  make  the  same  remark  about  what 
goes  on  behind  the  closed  doors  of  managers'  meetings,"  Mr. 
Wharton  returned. 

Chairman  Barton  of  the  board  announced  that  he  had  re- 
ceived a  letter  from  President  Alfred,  of  the  Pere  Marquette, 
In  which  he  expressed  willingness  Ao  hold  further  conference 
with  representatives  of  the  shop  crafts  on  his  lines.  The  con- 
tt-nts  of  the  letter  was  not  disclosed.  It  was  alleged  by  the 
shop  crafts,  at  the  hearing  last  week,  that  Mr.  Alfred  had  ab- 
ruptly terminated  '-e  begun  in  his  office  when  he 
discovered  a  stenographer  taking  notes,  and  that  he  had  forcibly 
seized  and  destroyed  the  notes. 

The  efforts  of  the  representatives  of  the  shop  crafts  to  have 
the  wage  cases  thrown  out  of  court  by  the  Labor  Board  on  the 
grounds  of  Insufficient  conferences,  were  characterized  as  "coldly 
calculated  strategy  to  Interfere  and  delay"  the  proceedings,  by 
J.  W.  Higgins.  speaking  for  the  western  carriers  in  general,  be- 
fore the  Board.  March  24.  Mr.  Higgins'  statement  came  at  the 
close  of  the  presentations  of  individual  western  roads  which  oc- 
cupied all  of  the  two  previous  days.  These  Included  the  Chicago, 
Burlington  *  Qulncy.  C.  St  P.  M.  ft  O,.  Illinois  Central.  Southern 
Pacific.  St.  L.-S.  F.,  Northern  Pacific.  Soo  Line,  M.  K.  ft  T.,  Kan- 
sas City  Terminal,  C.  R.  I.  ft  P.,  and  Kansas  City  Southern.  Mr. 
Higgins'  statement  was,  in  part,  as  follows: 

As  to  Mr.  Jewell's  (weeping  charge  of  bad  faith  and  Indifference 
In  not  even  attempting  to  negotiate  an  agreement  with  the  system 
organization!  or  employe*,  the  railway  employe*1  department  sent  out 


by    the    employes'    representatives    and    the    management    of    tbfl^fMircular  letter  signed  by'  Mr.  Jewell.  Instructing  each  systemfedcra- 
Santa    Fe    ItMtd.    Mr.    Coleman    spent    almost    the    entire    setttoV'     «<»   to   Immediately   request   conference,  with   the    proper  officer^  of 


March  21.  reading  excerpts  from  and  making  comment  on  the 
stenographic  record  of  conferences  held  at  Topeka  last  January. 
The  record  consisted  of  128  pages  of  closely  typewritten  matter 
and  the  deliberations  lasted  five  days.  In  the  end.  the  ihop 
craft  representatives  agreed  to  compromise  on  an  Increase  from 

•  nts  to  84%  cents  an  hour  In  the  wages  of  shop  mechanics 
instead  of  the  90  cents  originally  asked. 

"This  record,"  Mid  Mr.  Coleman.  "contains  everything  that 
can  be  put  before  this  board.  If  It  does  not  Indicate  that  an 
adequate  conference  was  held  I  do  not  know  the  meaning  of 
the  word.  We  respectfully  submit  that,  at  least  so  far  as  the 
Santa  Fe  Is  concerned,  this  board  should  Immediately  decline 
Mr.  Jewell's  request  to  dismiss  the  case  for  want  of  jurisdic- 
tion." 

Mr.  Coif-man's  presentation  was  followed  by  a  sharp  ex- 
change as  to  the  authenticity  of  the  record  he  had  presented. 
Mr.  Jewell  said  he  had  tried  to  follow  the  witness  In  the  record 
he  possessed,  which  had  been  taken  by  a  stenographer  In  the 
employ  of  t)  •  .ft?,  and  the  matter  was  only  brought  to 

a  rlosp  when  Mr.  Colemnn  reminded  the  labor  lender  that  no  two 


the  railroad!  for  tne  purpose  of  negotiating  a  wage  Increase  of  five 
cenU  per  hour  above  the  rates  established  by  Decision  2.  This  action 
was  Uken  In  face  of  the  fart  that  the  labor  board  had.  In  1U  De- 
cision 147.  recognised  a  downward  trend,  and  named  rate*  which  It 
considered  Just  and  reasonable  under  the  provisions  of  the  trans- 
portation art.  and  also  In  spite  of  the  further  fact  that  there  hod 
been  a  continued  downwanl  tn'ml  since  the  Issuance  of  Decision  147. 

Keeping  In  mlml  these  conditions,  and  also  the  ability  of  the 
gf-ntleman  direct  Inc  the  movement  on  the  other  side,  there  Is  no 
escape  from  the  conclusion  that  the  Inauguration  of  this  program 
for  a  wage  Increase  was  to  checkmate  the  proposed  decreases  In  the 
resolution  adopted  by  the  railroad  executives,  by  requesting  such 
abnormal  Increase*  as  to  make  any  sort  of  an  agreement  Impossible. 
I  hold  that  we  have  proved  that  their  plan  was  coldly  calculated  to 
Interfere  with  and  delay  the  decision  In  this  case.  From  their  view- 
point It  was  good  strategy,  because  ns  far  as  I  know,  no  wage  de- 
crease has  as  yet  been  made  retroactive. 

Referring  to  Mr.  Jewell's  allegation  that  railroad  operating  officers 
were  without  authority  In  tin-  matter  of  wngo  rates  because  of  tin- 
alleged  arbitrary  plan  Imposed  upon  them  by  higher  authority.  I  say 
no  such  plan  ever  existed.  Mr.  Jewell's  charges  nro  therefore  wholly 

Them'  was    nothing    mysterious    or    nothing    arbitrary    about    the 

•our.  ..K.-il    In    west ITII    territory.      The    rates   came 

from  the  knowledge.  <>x|»  i  !•  IM  <•  ntul    Imlement  of  operating  officers  of 

iilraads,  m«l   n  mendatorjr.     It  was  well 

iinil'TMr..  M    rnllronil    roulrl    cxerrlw    Its    Individual 


648 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  12 


Judgment    with   respect   lo  such   rates   in  order  to  reach  a  settlement 
satisfactory    to  it. 

The  agreement  recently  reached  between  the  Chicago,  liurlington 
&  Quincy  Ky.  ami  its  clerical  forces  is  an  example  of  what  can  be 
accomplished.  I  believe  the  shop  men  on  that  railroad,  or  any  other 
railroad,  could  have  settled  their  disputes  had  tjielr  representatives 
Bhown  the  spirit  of  compromise  shown  by  the  clerical  men  on  the 
Burlington. 

Furthermore,  I  ask  you  tu  mite  the  character  of  the  information 
eaeh  ol  the  chairmen  insisteil  upon  having  I'rom  managers,  superin- 
tendents, mechanical  superintendents,  master  mechanics  or  other 
local  officers  whose  chief  duty  and  concern  i.s  the  safe  movement  of 
passenger  and  freight  trains,  or  the  safe  maintenance  of  the  equip- 
ment. They  have,  as  a  rule,  no  direct  connection  with,  and  are 
therefore  unfamiliar  with,  the  larger  financial,  traffic  and  accounting 
features  which  the  federated  chairmen,  for  the  first  time,  invariably 
wanted  to  talk  about.  These  features  included,  for  example,  capital 
stock,  bonded  debt,  gross  and  net  earnings,  traffic  outlook,  traffic 
development,  traffic  fluctuations,  and  ability  to  pay.  These  matters 
the  federated  chairmen  insisted  on  knowing  all  about  from  the  operat- 
ing officers  before  they  would  discuss  wages.  Much  of  this  informa- 
tion for  which  the  chairmen  seemed  to  hunger  was  seldom,  if  ever, 
before  discussed  even  incidentally,  much  less  used  in  local  wage  con- 
ferences: hut  this  time  the  chairmen  put  questions  on  some  or  all  of 
these  subjects,  but  studiously  avoided  such  things  as  new  facilities, 
new  equipment  and  new  wage  rates.  There  was  a  striking  contrast 
in  the  uniformity  of  action  on  the  one  side,  and  lack  of  it  on  the  other, 
in  these  conferences  as  to  clearly  point  to  the  side  that  was  thor- 
oughly schooled,  drilled  and  disciplined  in  the  prearranged  program. 

It  is  most  unfair  to  bring  charges  of  had  faith  against  these 
operating  officers,  alleging  that  they  were  unprepared  in  that  they  did 
not  have  or  withheld  proper  information,  and  that  they  lacked  au- 
thority merely  because  the  federation  chairmen  called  for  a  mass  of 
irrelevant  information.  These  conferences  were  held  in  good  faith, 
they  were  of  the  same  character  as  last  year's  conferences,  or  any 
other  conferences  having  to  do  with  wage  rates  or  working  condi- 
tions. 

We  produced  evidence  from  the  individual  railroads  that  estab- 
lished beyond  a  doubt  that  the  railroads,  in  these  conferences,  were 
prepared  to  sustain  and  did  adequately  sustain  their  proposed  rates 
with  supporting  data  as  to  rates  paid  in  outside  industries,  deflations 
in  living  costs,  etc.  We  have  shown  that  definite  and  distinct  dis- 
putes resulted  from  these  conferences.  We  have  shown  that  the 
federation  chairmen  were  not  free  agents.  We  showed  that  not  one 
of  them  would  even  consider  the  rates  established  by  Decision  No  147 
as  the  basis  for  discussion  or  negotiation — that  such  freedom  as  they 
may  have  had  was  limited  strictly  to  the  range  between  77  cents  per 
hour  (the  present  rate)  and  90  cents  per  hour  (the  new  rate  proposed 
by  Mr.  Jewell)  and  we  also  showed  that  they  would  not  join  the  rail- 
road officers  in  a  study  of  the  rates  in  other  industries. 

We  have  not  attempted  to  inject  extraneous  matter.  It  is  not  our 
desire  to  interfere  in  any  manner  with  the  presentation  of  evidence 
germane  to  these  disputes;  nor  is  it  our  wish  to  criticise  the  strategy 
or  attack  of  the  other  side  in  any  respect,  but  we  have  the  right  and 
we  do  earnestly  protest  against  the  unfair  and  unsupported  charges 
of  had  faith  made  by  Mr.  Jewell  and  against  his  attempt  at  this  late 
date  to  obstruct  and  further  delay  the  hearings. 

PENNSY  LABOR  COMMITTEES 

A  report  covering  the  first  year  of  operation  of  the  re- 
viewing committee  plan  for  adjusting  labor  disputes  on  the 
Pennsylvania  System,  issued  March  19,  showed  that  since  the 
organization  of  these  committees  6,196  cases  have  been  handled, 
of  which  3,729,  or  60  per  cent,  were  adjusted  in  favor  of  the 
employes.  The  actual  number  of  cases  decided  in  favor  of  the 
management  was  43,  or  less  than  one  per  cent,  although  the 
cases  withdrawn  by  the  employes,  2,314,  may,  according  to  the 
report,  be  regarded  as  cases  resulting  favorably  to  the  manage- 
ment. All  classes  of  employes  were  represented  in  the  settle- 
ments. 


PENNSY-LABOR    BOARD    ARGUMENT 

Argument  on  the  motion  of  the  Labor  Board  to  dismiss  the 
request  of  the  Pennsylvania  Railroad  to  have  the  injunction  re- 
straining the  board  from  finding  the  road  in  violation  of  its  de- 
cisions made  permanent  was  set  for  April  3,  before  Judge  Page, 
in  the  United  States  district  court  at  Chicago. 


RATES  ON  IRON  ORE  TO  LAKE  PORTS 

Continuation  of  the  hearing  on  No.  12071,  Adriatic  Mining 
Co.  et  al.  vs.  C.  &  N.  W.  et  al.,  for  the  purpose  of  taking  the  re- 
buttal testimony  of  complainants  and  interveners,  and  such  other 
testimony  as  the  carriers  may  wish  to  put  in,  was  begun  before 
Examiner  Howard  Hosmer,  in  Chicago,  March  21.  Lengthy 
hearings  in  the  case,  which  was  consolidated  with  No.  11074, 
Jones  &  Laughlin  Ore  Co.  et  al.  vs.  Director-General,  C.  M.  & 
St.  P.,  et  al.,  were  held  last  fall  and  winter  in  which  the  com: 
plainants  and  numerous  intervening  shippers  and  receivers  of 
ex-lake  iron  ore  sought  to  show  that  the  earnings  on  iron  ore, 
from  the  ranges  in  Minnesota,  Wisconsin  and  Michigan  to  the 
lake  ports  for  trans-shipment  were  excessive  and  that  the  meas- 
ure or  the  rates  for  such  transportation  service  was  so  high  as 
to  restrict  the  movement. 

Four  weeks  of  testimony  was  taken  at  these  hearings  and  up- 
wards of  130  exhibits  were  presented  by  the  complainants  and 
the  carriers.  Many  of  these  exhibits  covered  complicated  ac- 
counting theories  which  were  advocated  and  objected  to  accord- 
ing to  whether  the  witness  was  or  was  not  on  the  side  of  the 
controversy  that  had  entered  the  exhibits. 

At  the  opening  of  the  hearing,  March  21,  Robert  Hula,  as- 
sistant traffic  manager  of  the  Steel  &  Tube  Company  of  America, 
analyzed  exhibits  entered  by  witnesses  for  the  C.  &  N.  W.,  and 
pointed  out  what  he  considered  major  errors'  in  them.  The 
theory  of  apportioning  expenses  to  certain  divisions,  regardless 
of  whether  the  tonnage  on  them  was  ore  or  non-ore,  was,  he  said, 


misleading.  He  also  criticized  the  division  of  the  ore  tonnage 
by  states.  He  said  that  although  the  greater  part  of  the  ore 
handled  by  the  North  Western  was  mined  in  Michigan,  the  ton- 
mileage  was  mostly  in  Wisconsin  because  the  greater  part  of 
the  haul  to  the  ore  docks  at  Ashland  was  in  that  state. 

The  prices  of  ore  that  the  carriers  had  used  in  an  effort  to 
show  that  the  value  of  that  commodity  had  increased  faster  and 
in  greater  percentage  than  the  cost  of  moving  it  to  the  ore 
docks  were  also  in  error,  he  said,  because  delivered  prices,  which 
included  the  very  rates  against  the  complainants  were  object- 
ing, were  used,  instead  of  the  mine  prices.  The  latter,  he  said, 
were  fairer  and  reflected  a  comparison  decidedly  in  favor  of  the 
complainants. 

G.  W.  Oliver,  railroad  analyst,  went  over  the  accounting 
exhibits  entered  by  the  North  Western  in  great  detail.  He 
pointed  out  what  he  considered  false  assumptions,  and  replied 
to  the  statement  of  opposing  counsel  that  the  carriers  had  merely 
made  minor  corrections  in  the  figures  resulting  from  accounting 
theories  advanced  by  the  complainants  without  subscribing  to 
the  theories  themselves,  by  saying  that  his  objections  were  not 
so  much  against  the  theories  as  against  the  way  they  were  ap- 
plied by  the  railroad  accountants. 

Another  set  of  cost  figures  was  put  into  the  record  in  the  ore 
cases,  March  22,  by  Mr.  Oliver.  These,  he  said,  proved  the  cost 
of  moving  ore  over  the  Ashland  division  of  the  C.  &  N.  W.,  from 
the  Gogebic  iron  range  to  Ashland,  Wis.,  to  be  34.68  cents  a  ton. 
This  was  divided  into  9.65  cents  for  dock  service,  4.65  cents 
lor  assembly  service,  and  20.38  cents  for  road  haul  service.  From 
preliminary  reports  of  the  Commission's  engineers,  Mr.  Oliver 
concluded  that  the  value  of  the  Ashland  division  was  $9,000,000 
and  that,  allowing  a  6  per  cent  return  on  that  value,  the  C.  & 
N.  W.  could  haul  ore  from  the  Gogebic  Range  to  Ashland  for 
52.23  a  ton,  a  reduction  of  44.77  cents  under  the  present  rate 
of  |1. 

Similar  figures  were  introduced  which  showed,  according 
to  the  witness,  that  ore  could  be  hauled  over  the  Peninsula 
division  of  the  C.  &  N.  W.,  from  the  Menominee  and  Marquette 
ranges  to  the  docks,  for  69.26  cents  a  ton,  including  a  6  per 
cent  return  on  the  value  of  the  property  used.  The  Soo  Line, 
he  said,  could  haul  ore  profitably  for  50.22  cents  a  ton,  and  the 
Great  Northern  for  65.57  cents  a  ton.  Figures  for  the  St.  Paul 
road  could  not  be  given,  he  said,  because  data  for  that  line  had 
not  been  furnished. 

Mr.  Oliver  said  that  most  of  the  alleged  errors  in  the  cal- 
culations of  the  carriers  had  resulted  through  improper  alloca- 
tion of  expenses  to  ore  and  non-ore  traffic.  He  said  his  figures 
showed  that  while  operating  expenses  on  ore  traffic  was  only 
93.7  per  cent  in  excess  per  ton-mile  on  ore  traffic,  when  com- 
pared with  non-ore  traffic,  revenues  per  ton-mile  on  ore  were 
436.8  per  cent  of  those  on  other  traffic  carried  over  the  same 
rails. 

In  response  to  a  question  by  opposing  counsel,  Jean  Paul 
Muller,  attorney  for  iron  ore  shipping  interests,  summed  up  the 
objections  of  his  clients  to  the  cost  exhibits  put  in  by  the  rail- 
roads in  a  single  sentence,  at  the  hearing  of  the  iron  ore  cases, 
March  23. 

"The  carriers'  exhibits,"  he  said,  "are  nothing  more  than 
expense  assignments,  and  there  is  a  great  deal  of  difference  be- 
tween an  expense  assignment  and  a  cost  study."  Mr.  Muller  ' 
then  went  on  to  explain  this  difference,  which  he  said  was 
comparable  in  the  first  instance  to  dividing  the  wages  of  the 
workers  in  a  shoe  factory  by  the  number  of  shoes  produced,  and 
in  the  second  to  assigning  the  actual  time  spent  on  each  shoe 
to  the  cost  of  it. 

In  a  series  of  rebut'al  exhibits,  he  sought  to  show  that  the 
figures  originally  introduced  by  his  witnesses  were  improperly 
criticized  by  the  carriers.  In  speaking  of  the  Duluth,  Messabi 
&  Northern  and  the  Duluth  &  Iron  Range,  the  steel  corpora- 
tion's lines  in  Minnesota,  he  said  that  figures  for  the  entire  year 
did  not  properly  reflect  the  excess  earnings  on  iron  ore.  He 
said  that,  in  fact,  during  the  ore  season,  May  to  October,  1921, 
the  two  roads  earned  enough  net  revenue  to  absorb  the  $3,275,- 
631  deficit  created  during  the  non-ore  months  and  to  leave  a 
net  balance  of  $5,666,307. 

Touching  on  the  more  general  aspects  of  the  case,  Mr. 
Muller  introduced  as  an  exhibit  excerpts  from  the  testimony 
of  Edward  Chambers,  former  director  of  traffic  for  the  Railroad 
Administration,  before  the  Commission  in  Ex  Parte  74.  These 
extracts  purported  to  show  that  the  administration  had  recog- 
nized the  necessity  of  revising  the  rates  on  iron  ore  to  the 
upper  lake  ports,  but  that  it  was  given  up  as  a  "tough  job," 
because  "no  scheme  could  be  figured  out  to  divide  the  revenue." 
and  it  was  therefore  decided  to  "leave  the  matters  for  the  pri- 
vate owners  to  decide."  The  only  thing  the  owners  have  done 
in  the  two  years  since  the  ending  of  federal  control,  according 
to  Mr.  Muller,  was  to  raise  the  rates  for  the  shorter  hauls  from 
85  cents  to  $1. 

The  hearing  settled  down  to  technicalities,  when  F.  G. 
Dorety,  assistant  general  counsel  for  the  Great  Northern,  put 
on  the  standing  engineering  witnesses  to  attack  the  valuation 
figures  of  the  complainants,  which  had  in  turn  been  put  in  to 
rebut  the  exhibits  of  the  carriers  in  defense  of  those  originally 
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put  in  by  the  complainants  These  witnesses  were  followed  by 
those  of  the  Northern  Pacific,  who  said  that  the  proper  valuation 
of  the  lines  of  that  company  devoted  to  hauling  ore  from  the 
Cuyuna  Range,  in  Minnesota,  to  Superior,  \Vis.,  was  over  $3,000,- 
000  and  that  six  per  cent  of  that  value  added  to  the  deficit 
made  on  that  line  in  1921  produced  a  net  earning  of  minus 
$2.r.i  i.OOO. 

COMMISSION   ORDERS 

The  Commission  has  dismissed  the  following  complaints  on 
request  of  the  complainants:  Xos.  13235,  Portland  Traffic  ft 
Transportation  Asso.  et  al.  vs.  Director-General,  C.  ft  N.  W.  et 
al.;  1S275,  the  W.  H.  Chandler  Co.  vs.  Director-General;  13307. 
the  National  Supply  Co.  of  Texas  vs.  Director-General;  13303. 
Louis  Cohen  ft  Son  vs.  P.  R.  R.  et  al.;  13416,  the  Wichita  Board 
of  Commerce  vs.  A.  T.  ft  S.  F.  et  al.;  and  13270.  the  Joseph  W. 
Cottrell  Lumber  Co.  vs.  Director-General.  P.  R.  R. 

Defendant's  petition  for  further  hearing  in  No.  12244,  Cor- 
poration Commission  of  Oklahoma  vs.  Abilene  ft  Southern  et  al., 
was  denied. 

The  Minneapolis  Traffic  Association  was  permitted  to  in- 
tervene in  No.  13516,  the  Chamber  of  Commerce  of  the  City  of 
Milwaukee  vs.  C.  B.  ft  Q.  et  al. 

The  Board  of  Trade  of  Kansas  City.  Mo.,  was  permitted  to 
Intervene  in  No.  13510,  Baltimore  Chamber  of  Commerce  et  al. 
vs.  A.  T.  ft  8.  F.  et  al. 

The  Southern  Pine  Association  was  permitted  to  Intervene 
In  No.  13483.  West  Coast  Lumbermen's  Association  vs.  Aber- 
deen ft  Rockflsh  et  al. 

The  Board  of  Railroad  Commissioners  of  South  Dakota  was 
permitted  to  intervene  in  No.  13314.  Wect  Coast  Lumbermen's 
Association  et  al.  vs.  Abilene  ft  Southern  et  al. 

Defendant's  petition  for  hearing  in  No.  1162:,.  Sheffield  Farms 
Co..  Inc.,  vs.  Director-General,  and  11625  (Sub  No.  1).  same  vs. 
same,  was  denied. 

The  Commission  has  vacated  Its  order  of  January  3  entered 
in  I.  and  S.  No.  1320.  oil  from  Texas  ports  to  Sulphur  Mine.  La., 
which  reopened  the  proceedings  for  further  hearing.  It  has, 
however,  reopened  the  case  for  oral  argument  on  the  record  as 
made  The.  oral  argument  will  take  place  at  Washington  April 
21. 

Motion  to  dismiss  the  complaint   In  No.   12544.  Swift  ft  Co. 
VB.  Director-General.  Erie,  et  al..  filed  on  behalf  of  the  Director- 
ral.  has  been  denied  by  the  Commission 
The  Commission  has  reopened  No.   12753.  in  the  matter  of 
intrastate   rates,   fares,  and   charges   within  the  state  of   Okla- 
homa, for  oral  argument  on  the  motion  to  dismiss  the  case  filed 
by  the  Corporation  CoramiMlon  of  the  Stale  of  Oklaboma  and 
the  motion  for  further  hearing  filed  by  the  respondents.    March 
30   Is   the  date  set   for   the  argument,   which    will   be   held   at 
Washington. 

On  request  of  the  Railroad  Commission  of  Texas,  the  Com- 
mission has  reopened  No.  11764.  in  the  matter  ot  Intrastate 
rates  within  the  state  of  Texas,  for  the  purpose  of  further  con- 
sidering the  reasonableness,  relationship  and  propriety  of  the 
rate*  prescribed  therein  on  refined  sugar,  in  carload!*,  from 
Sugarland,  Tex.,  to  Texas  common  points,  including  the  ascer- 
tainment of  what  interstate  rates  on  refined  sugar.  In  carloads, 
correspond  to  the  Intrastate  rate*  on  the  same  commodity  from 
Sugarland  to  Texas  common  points. 

The  Commission  has  received  advice  that  the  following 
complaints  have  been  satisfied  and  has  th<  >•  i»r.-  dismissed 
them:  Nos.  12826.  the  Urasselll  Chemical  Co.  vs.  Director  (l.-n 
eral.  N  al.;  13142.  Missouri  Portland  Cement  Co.  vs. 

C.  C.  C.  ft  St.  U  et  al.;   131M.  Northwestern  Traffic  ft  Se, 
Bureau.  Inc..  vs.  C.  ft   A.   et  al.;   and   12980.   K.   I.   Du   Pont   De 
V  mourn  ft  Co.  vs.  Director-General. 

The  Ford  Roofing  Products  Company  and  the  Roofbestos 
Manufacturing  Company  were  permitted  to  intervene  In  No. 
11481.  the  Certain-teed  Products  Corporation  et  al.  vs.  A.  T.  k- 
S.  F.  et  al. 

Upon    petition    filed    by    the    Missouri    Pacific    Railroad    the 
•nmlssion  has  reopened  for  further  hearing  No.  9024.  Oakdale 
ft  Gulf  Railway  Company. 

The  rommlnslon  has  modified  its  order  entered  December 
30.  1921.  In  No.  11966.  Omaha  Packing  Co.  et  al.  vs.  A.  T.  A 
8.  F.  el  al..  so  as  to  permit  the  defendants  to  establish  rates  In 
compliance  therewith  on  not  lens  than  6  days'  notice. 

'ion  filed  by  the  Director-General  for  further  considera- 
tion and  dismissal  of  No  11535,  Atlantic  Refining  Co  »  In 
rector -General.  N.  Y.  ('.  ci  al..  was  denied  by  the  Commission. 
Complainant's  petition  for  a  rehearing  of  No.  11754.  Ana- 
conda Copper  Mining  Co.  vs.  Director-General.  B.  R.  ft  P.  et  al., 
was  denied. 

On  request  of  the  various  complainants  the  Commission  has 
dismissed  the  following  complaints:  Nos.  13197,  Strong  ft  Trow- 
hridge  Co.  vs.  Director-General :  132"2.  WiNon  k  ''•>.,  Inc..  of 
Oklahoma  vs  Director -General;  13i::».  A.  P.  Villa  ft  Bros.,  Inc.. 
vs.  Dir.  ral;  12219.  Ixx-kwood  Mfg  Co  «,  N.  Y.  N.  H.  ft 

H    el  al.;   12219  (Sub  No.  1).  Same  vs.  Director-General;   12592. 
Lehlgh  Portland  Cement  Co.  vs.  A.  G.  S.  et  al.;  12.'."',i.  Indiahoma 


defining  Co.  vs.  Director-General,  Ahnapee  &  Western  et  al.; 
12561  (Sub  No.  1).  Same  vs.  Director-General,  A.  T.  &  S.  F.  et  al.; 
13186,  The  Raymond  P.  Lipe  Co.  vs.  Director-General,  and  12764, 
The  Procter  &  Gamble  Mfg.  Co.  vs.  Director-General. 

The  Louisiana  State  Highway  Commission  was  authorized 
to  intervene  in  No.  12478,  allowances  of  mileage  for  Mississippi 
River  crossings,  and  No.  12009,  Natchez  Chamber  of  Commerce 
vs.  Natchez  &  Southern  et  al. 

Petition  filed  on  behalf  of  southwestern  carriers  for  a  post- 
ixjnement  of  the  effective  date  of  fourth  section  order  7542, 
rates  between  Mississippi  River  points,  dated  December  2,  1919, 
as  modified  by  supplemental  orders,  was  denied. 

The  Commission  has  modified  its  order  entered  December 
12,  1921.  in  No.  7865,  Chamber  of  Commerce  of  Johnson  City, 
Tenn..  vs.  Southern  Railway  et  al.,  by  inserting  the  following 
as  a  subdivision  of  the  third  paragraph  thereof  immediately 
after  the  table  and  footnotes  in  the  third  paragraph: 

If  a  lower  class  rate  may  be  obtained  on  any  article  transported 
from  Cincinnati.  Ohio.  Evansville.  Ind..  St.  Louis.  Mo.,  or  Henova.  W. 
Va..  to  Johnson  City.  Tenn..  or  Bristol.  Va.-Tenn.  via  St.  Paul  or 
Walton  Va.  by  use  of  the  applicable  nite  from  that  point  to  St.  Paul 
.ir  Wnlton  plus  a  proportional  rate,  governed  by  the  southern  classi- 
fication, on  a  scale  of  30  cents  per  100  pounds  first  class,  the  lower 
classes  being  (traded  down  In  accordance  with  the  percentages  given 
below,  such  lower  rate  shall  be  applied. 

The  Southwestern  Millers'  League,  the  Board  of  Trade  of 
the  City  of  Chicago,  and  the  Chamber  of  Commerce  of  the  City 
of  Milwaukee  have  been  permitted  to  intervene  in  No.  13523, 
Board  of  Trade  of  Kansas  City.  Mo.,  et  al.  vs.  A.  T.  ft  S.  F.  et  al. 

The  Commission  has  reopened  for  oral  argument  or  reargu- 
menl  Nos.  11467.  Swift  ft  Co.  vs.  Director-General;  11499,  Con- 
sumers Ice  Co.  vs.  Same;  11521.  Swift  ft  Co.  vs.  Same;  11540. 
Annmir  ft  Co.  vs.  Same;  11642,  The  Cudahy  Packing  Co.  vs. 
Same;  and  12062.  Wilson  ft  Co.,  Inc.  vs  Same. 

The  effective  date  of  the  order  entered  December  28.  1921,  in 
No.  10856.  Utah  State  Automobile  Association  vs.  A.  T.  ft  S.  F.  et 
al.,  has  been  postponed  until  the  further  order  of  the  Commission, 
pud  the  proceeding  has  been  reopened  for  further  hearing  upon 
petition  of  defendants. 

The  Texas  Chamber  of  Commerce  was  permitted  to  inter- 
vene in  N"  13518.  Federal  Grain  Co.  et  al.  vs.  A.  T.  ft  S.  F.  et  al. 

The  Oliver  Chilled  Plow  Works  was  permitted  to  intervene 
in  No.  13313.  Michigan  Traffic  League  vs.  Ann  Arbor  et  al. 


RATES  ON  COMPO-BOARD 

An  offer  by  J.  A.  Ronan.  attorney  for  the  complainants,  to 
withdraw  the  complaint  with  its  concomitant  request  for  repa- 
ration, on  condition  that  the  eastern  carriers  publish  commodity 
rates  on  compo-board  on  a  basis  of  9fc  per  cent  of  the  sixth  class 
rates,  was  rejected  by  the  carrier*  at  the  hearing  on  13028, 
George  Green  Lumber  Co.  et  al  vs.  Ann  Arbor  et  al.  before  Ex- 
aminer John  T.  Money,  in  Chicago.  March  20.  The  complaint 
attacked  the  rates  on  compo-board  from  the  plant  of  the  Compo- 
Board  Company,  at  Minneapolis,  to  various  interstate  destina- 
tions, as  unjust  and  unreasonable  to  the  extent  that  it  exceeded 
the  rates  on  wall-board.  The  complainants  were  a  number  of 
consignees  who  bought  the  board  f.  o.  b.  factory. 

•  riling  to  Math  A.  Perz.  who  handled  the  traffic  affairs 
of  the  complaining  companies,  the  western  carriers  had  seen 
merit  in  the  contentions  of  the  complainants  and  had  put  into 
effect  the  rates  prayed  for  on  March  15.  So  far  as  the  west 
was  concerned,  the  only  question  remaining  was  that  of  repara- 
tion, which  WM  asked  for  various  complainants  in  minor 
amounts.  In  the  east,  however,  according  to  the  witness,  the 
rates  still  remain  on  the  fifth  class  basis,  which,  when  the  re- 
cent reductions  In  western  territory  were  considered,  created 
many  fourth  section  violations.  To  Buffalo,  for  instance,  the 
witness  said,  the  factors  from  Minneapolis  to  Chicago  and  be- 
yond made  a  rate  of  61  cents  as  compared  to  the  through  class 
rate  of  66  H  cents.  To  Grand  Rapids  the  aggregate  of  intenne- 
tflfttes  was  52  cents  and  the  through  class  rate  53V4.  he  said. 

Touching  on  the  rate  to  Grand  Rapids,  the  witness  used  a 
unique  compilation  to  show,  he  said,  the  unreasonableness  of  the 
53% -cent  rate.  "Compo-board,"  he  said,  "is  composed  of  70  per 
cent  lumber,  by  weight,  and  30  per  cent  paper.  Seventy  per 
cent  of  the  lumber  rate  from  Minneapolis  to  Grand  Rapids  plus 
30  per  cent  of  the  paper  rate  makes  35  cents." 

Representatives  of  the  carriers  did  not  see  much  in  these 
figures.  They  pointed  out  that  the  witness  had  not  taken  the 
whiting  and  the  glue  used  into  consideration.  The  analogy  be- 
tween wall-board  and  compo-board  was  also  denied.  The  latter, 
they  said,  was  much  more  valuable  than  the  former.  The  Com- 
mission. It  was  pointed  out,  had  found  the  rates  on  oompo-board 
reasonable  in  2".  I  '".  C.,  442-567,  Northwestern  Compo-Board 

\K.    Ahnapep   *    Western,   and   in   several   rabMQUenl    cases. 

VALUATION   REPORT 

The  Commission  has  placed  a  tentative  value  of  $515.000  on 
the  property  of  the  Duluth  Terminal  Railway  Co..  as  of  June  30, 
1916,  and  (154,264  on  the  property  of  the  Delray  Terminal  Rail- 
road Co.  of  Detroit,  Mich.,  as  of  June  30,  1918. 
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LOSS   OF   OR    INJURY   TO   GOODS 

Railroad  Company  Not  Liable  in  Conversion  for  Holding  Ship- 
ment for  Charges: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  This  Is  a 
suit  for  the  recovery  of  a  tractor  alleged  to  have  been  converted 
by  the  defendant.  The  tractor  was  shipped  over  the  defendant's 
railroad  from  Savannah  to  Vidalia,  Ga.  After  some  delay  the 
tractor  arrived  at  Vidalia  in  a  damaged  condition  and  was 
refused  by  the  consignee.  The  consignor  also  refused  to  accept 
the  tractor,  and  claimed  as  damages  against  the  railway  com- 
pany the  full  value  of  the  machine.  After  some  negotiations 
between  the  consignor  and  the  defendant  an  agreement  was 
reached  by  which  the  defendant  agreed  to  return  the  tractor  to 
Savannah  free  of  charges.  When  the  tractor  arrived  at  Sa- 
vannah the  defendant  refused  to  deliver  it  to  the  consignor, 
except  upon  the  payment  of  the  accumulated  charges,  freight 
charges  and  demurrage  charges.  The  plaintiff  refused  to  pay 
any  charges  whatsoever.  Held: 

The  railway  company  had  the  right  to  hold  the  shipment 
until  payment  or  tender  of  the  accrued  charges,  and  the  shipper 
cannot  maintain  trover  for  refusal  to  deliver  the  goods  without 
such  payment  or  tender.  L.  &  N.  R.  Co.  vs.  South  Flour  & 
Grain  Co.,  136  Ga.  538,  71  S.  E.  884.— Sipple  et  al.  vs.  Seaboard 
Air  Line  Ry.  Co.,  110  S.  E.  Rep.  39. 

Cannot  Transport  Shipment  for  Less  than  Rates  Fixed  by  State 
Railroad  Commission,  or  Make  Storage  Charges,  at  Greater 
Rate  than  that  so  Fixed: 

It  is  not.  within  the  power  of  a  railroad  company  and  a 
shipper  to  agree  for  a  shipment  to  be  carried  at  a  less  rate 
than  that  prescribed  by  the  state  railroad  commission  or  to 
transport  freight  free.  Civ.  Code  1910,  sec.  2629;  Central  of 
Ga.  Ry.  Co.  vs.  Willingham,  8  Ga.  App.  817,  70  S.  E.  199.  Nor 
can  any  railroad  company  make  any  charge  for  •  storage  of 
freight  greater  than  that  fixed  by  the  commission  for  each 
particular  storage,  or  discriminate,  directly  or  indirectly,  by 
means  of  rebate  or  any  other  device,  in  such  charges  between 
persons.  Civ.  Code  1910,  sec.  2651;  Jelks  vs.  P.  &  R.  Ry.  Co., 
14  Ga.  App.  96,  80  S.  E.  216;  Bewly-Darst  Coal  Co.  vs.  W.  &  A. 
R.  Co.,  17  Ga.  App.  464,  87  S.  E.  702.— Ibid. 

Rarlroad    Company    Held    Entitled   to    Demand    Freight   and    De- 
murrage Charges  for  Tractor   Refused   by   Consignee: 
The  railway  company  had  a  right  to  demand,  and  it  was  its 
duty  to  collect,  the  charges  prescribed  by  the  railroad  commis- 
sion for  freight  on  the  shipment,  as  well  as  for  demurrage,  and 
its  refusal  to  deliver  the  shipment  until  payment  or  tender  of 
the  charges  did  not  amount  to  a  conversion  of  the  property,  and 
a  nonsuit  was  properly  awarded. — Ibid. 

Findings  Not  Disturbed  Unless  Against  Clear  Weight  of  Evi- 
dence: 

(Supreme  Court  of  Michigan.)  Law  cases  are  not  heard 
de  novo  by  the  Supreme  Court,  and,  while  that  court  is  bound 
to  examine  the  facts  disclosed  by  the  record  to  determine 
whether  the  findings  are  manifestly  against  the  clear  weight  of 
the  evidence,  unless  such  is  the  case  it  cannot  substitute  its 
own  conclusions  on  the  facts  for  those  of  the  trial  judge,  or 
disregard  his  findings.— Ithaca  Roller  Mills  vs.  Ann  Arbor  R. 
Co.,  186  N.  W.  Rep.  516. 
Connecting  Carrier  Held  Not  to  Be  Holding  Goods  as  Warehouse. 

man  when    Damaged,  so  as  to  Prevent  Suit  Against   Initial 

Carrier: 

A  connecting  carrier  was  not  holding  goods  as  warehouse- 
man when  they  were  damaged  by  a  flood,  so  as  to  prevent  an 
action  against  the  initial  carrier  under  the  Carmack  amendment 
(U.  S.  Comp.  St.,  sec.  8604a,  8604aa),  where  notice  of  the  arrival 
of  the  goods  had  not  been  given  the  "notify  consignee." — Ibid. 
Liable  when  Reasonable  Precautions  Not  Taken  to  Protect 

Property    in    Freight   House   from    Flood,   of   Which    Carrier 

Had  Warning: 

Where  a  carrier  had  warning  of  an  oncoming  flood  in  ample 
time  to  protect  goods  which  had  reached  their  destination  and 
been  placed  in  the  freight  house,  and  did  not  take  reasonable 
precautions  to  protect  them  after  such  notice,  it  was  liable  for 
the  damage  thereto,  though  the  flood  was  an  act  of  God  for 
loss  from  which  the  carrier  was  not  liable. — Ibid. 

CARRIAGE  OF   LIVE  STOCK 

Burden  of  Proving  Negligence  on  Live  Stock  Shipper: 

(Kansas  City  Court  of  Appeals,  Missouri.)  A  live  stock 
shipper  who  bottoms  his  case  on  the  carrier's  negligence  in 
railing  to  furnish  a  car  after  notice  has  the  burden  of  showing 
negligence,  or  at  least  introducing  evidence  from  which  neg- 


ligence  can   be  reasonably  Inferred. — Howell  et  al.  vs.   Hines, 

Director-General  of  Railroad,  236  S.  W.  Rep.  886. 

Evidence  that  Carrier  Failed  to  Deliver  Stock  Car  Until  Three 

Days  After  Notice  Insufficient  to  Take  Case  to  Jury: 

In  an  action  for  negligence  in  failing  to  furnish  a  stock  car 
within  a  reasonable  time  after  notice,  evidence  that  car  was 
not  furnished  until  three  days  after  notice  held  insufficient  to 
take  the  case  to  the  jury,  in  absence  of  evidence  that  a  car 
could  have  been  obtained  earlier,  and,  in  the  absence  of  a  show- 
ing as  to  the  particular  facts  and  circumstances  making  such 
three-day  delay  negligence,  in  view  of  Rev.  St.  1919,  sec.  9913, 
10447.— Ibid. 
Must  Forward  Accepted  Shipment  with  Reasonable  Dispatch: 

When  a  shipment  has  been  accepted  for  transportation,  the 
carrier  is  in  duty  bound  to  forward  the  shipment  with  reason- 
able dispatch,  and  cannot  unreasonably  delay  shipment  in  order 
to  accept  and  carry  other  business  offered  it. — Ibid. 
Required  to  Furnish  Suitable  Cars  for  Shipment  Upon  Reason- 
able Notice: 

In  absence  of  a  special  contract  to  furnish  cars  on  a  par- 
ticular date,  a  railroad  engaged  as  a  common  carrier  in  the 
shipment  of  any  particular  class  of  articles  or  property  is  bound 
to  furnish  suitable  cars  for  such  shipment  on  reasonable  notice 
whenever  it  can  do  so  by  exercise  of  reasonable  diligence  and 
without  jeopardy  to  its  business  as  such  common  carrier,  the 
question  of  what  constitutes  reasonable  notice  depending  on  the 
circumstances  of  the  particular  case. — Ibid. 
Owes  Same  Duty  as  to  Cars  to  AH  Shippers: 

A  carrier  owes  the  same  duty  to  all  shippers  at  any  one 
station  as  it  does  to  shippers  at  other  station  of  the  same 
standing  and  rank,  and  the  rights  of  all  shippers  applying  for 
cars  under  the  same  circumstances  are  necessarily  equal. — Ibid. 
Provision  in  Contract  Held  Not  to  Preclude  Recovering  Damages 

for  Negligent  Delay  in  Furnishing  Stock  Car: 

A  shipper  did  not  waive  right  to  damages  for  delay  in  fur- 
nishing a  stock  car  after  notice  by  a  provision  of  a  subsequent 
contract  providing  that  all  prior  contracts,  and  understandings, 
as  to  the  receipt  or  transportation  of  stock  or  the  furnishing 
of  cars  therefor  are  waived  by  the  shipper  and  merged  in  the 
agreement,  the  right  to  damages  for  the  delay  being  based  on 
the  carrier's  violation  of  its  common-law  duty,  and  not  on  breach 
of  contract.— Ibid. 
Stock  Shipping  Contract  Prepared  by  Carrier  Not  Enlarged 

Beyond  Strict  Terms: 

A  stock  shipping  contract  prepared  by  a  carrier  will  not  be 
enlarged  beyond  its  strict  terms. — Ibid. 
Refusal  «f  Covered   Request  Not  Error: 

Refusal  of  Instruction  covered  by  given  instruction  is  not 
error. — Ibid. 
Omission   from    Requested    Instruction   of    Element   of  Cause   of 

Action    Error,    Though    Portion    Omitted    Was    Covered    by 

Other  Instruction: 

In  shipper's  action  against  railr*ad  for  negligent  delay  in 
furnising  car  for  live  stock  shipment  after  notice,  modification 
of  defendant's  requested  instruction  enumerating  the  Consti- 
tutive elements  of  the  cause  of  action  which  plaintiff  was  re- 
quired to  prove  by  omitting  therefrom  the  words,  "that  de- 
fendant negligently,  that  is,  with  want  of  due  care,  failed  to 
furnish  said  cars,"  held  error,  though  substance  of  the  omitted 
portion  was  contained  in  another  instruction. — Ibid. 
To  Establish  Prima  Facie  Case  in  Suit  for  Delay  in  Interstate 

Shipment,  Shipper  Was  Required  to  Prove  Negligent  Delay: 

(Kansas  City  Court  of  Appeals,  Missouri.)  In  action  for 
delay  in  an  interstate  shipment  of  hogs,  mere  proof  of  delay 
was  not  sufficient  to  make  out  a  prima  facie  case,  but  it  was 
necessary  to  prove  some  negligence  in  connection  with  the 
delay. — Howell  et  al.  vs.  Davis,  236  S.  W.  Rep.  889. 
Proof  of  Circumstances  Raising  Slight  Inference  of  Negligence 

as  to  Delay  Held  Sufficient: 

Where  delay  in  transportation  of  an  interstate  shipment  of 
hogs  occurred  when  shippers  were  not  on  the  train,  so  that  the 
causes  of  the  delays  were  within  the  carrier's  exclusive  knowl- 
edge, the  shippers  could  establish  a  prima  facie  case  of  negli- 
gence by  proof  of  circumstances  raising  .a  slight  inference  of 
negligence. — Ibid. 
Whether  Delay  Due  to  Negligence  Held  for  Jury: 

In  an  action  for  negligent  delay  in  transporting  hogs,  oc- 
curring when  the  shippers  were  not  on  the  train,  so  that  the 
causes  thereof  were  within  the  carrier's  exclusive  knowledge, 
negligence   held   for   the   jury. — Ibid. 
Shippers   Held   Not   Contributorily   Negligent  as   Matter  of  Law 

in  Failing  to  Request  Removal  of  Hogs  from  Siding  Without 

Ventilation: 

In  an  action  for  negligent  delay  in  a  shipment  of  hogs,  held 
that  the  shippers  were  not  Contributorily  negligent,  as  a  matter 
of  law,  in  not  requesting  that  the  hogs  be  removed  to  a  proper 
place  after  having  been  placed  on  a  siding  where  there  was  no 
ventilation  and  not  the  proper  air,  in  absence  of  a  showing 
that  the  shippers'  agent  knew  the  hogs  would  have  to  remain 
at  such  point  longer  than  an  hour,  or  that  the  carrier  permitted 
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them  to  make  suggestions,  or  would  have  heeded  them  it'  made. 

—Ibid. 

Instruction    in    Favor    of    Shippers    if    Hogs    Were   "Negligently 

Delayed"  Without  defining  Quoted   Words,   Held    Erroneous. 

In  an  action  for  delay  in  a  shipment  of  hogs,  in  which  there 
was  evidence  of  minor  delays  which  were  explained  and  were 
not  unusual,  an  instruction  in  favor  of  plaintiffs  that  if  the 
hogs  were  "negligently  delayed"  without  informing  jury  what 
was  meant  by  words  "negligently  delayed"  held  erroneous. — 
Ibid. 
Instruction  Referring  to  Circumstances  in  Evidence  Without 

Informing    Jury    What    Circumstances     to     Consider,    Held 

Erroneous: 

In  an  action  for  negligent  delay  In  transportation  of  hogs,  an 
instruction  that  the  mere  fact  that  shipment  did  not  arrive  at 
certain  point  until  a  particular  time  was  not  sufficient  to  estab- 
lish negligence  "unless  you  further  find  that  all  the  facts  and 
circumstances  in  evidence  created  a  situation  from  which  an 
inference  of  negligence  on  the  part  of  defendant  could  reason- 
ably be  drawn."  without  Informing  jury  what  "circumstances  in 
evidence"  might  properly  be  considered,  held  erroneous. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 


pan  taken  from  Reporters  and  Digests  of  National  Reporter 
System.  Published  byWest  Publohma  Co..  St.  Paul.  Minn. 
Copyright  by  West  Publishing  Co 


Instruction  as  to  Proof  of  Special   Damages  for  Broach  of  Con- 
tract of  Carriage  Held  Not  Prejudicial  to  Carrier: 
(Supreme   Court    of   Michigan.)     In    an    action    against    an 
Interstate  steamship  company  for  failure  to  make  due  delivery 
of  a  trunk,  an  Instruction  that,  to  recover  other  than  nominal 
damages,  plaintiff  must  prove,  not  only  that  when  she  checked 
the  trunk  she  notified  defendant's  agent  of  circumstances  re- 
quiring delivery  the  next  day,  but  that  be  agreed  to  do  so.  was 
not   prejudicial   to  defendant  on  the   ground   that  such  special 
agreemnt    violated    the    federal    Interstate    commerce    statutes, 
since  such  special  agreement  was  not  counted  on,  and  Instruction 
put  a  greater  burden  on   plaintiff  than  was  required,  it  being 
sufficient  that  plaintiff  notified  the  agent  of  such  facts. — Van- 
derberg  vs.  Detroit  ft  C.  Nav.  Co..  186  N.  W.  Rep.  477. 
Exhibit  Testified  to  as   Kind  of  Baggage  Check   Issued  to  Pas- 
senger*  Not  Considered,   Where   Loss  of  Original    Not  Suf- 
ficiently  Accounted  for: 

Where  a  baggage  check  turned  In  by  a  steamship  passenger 
was  not  Introduced  in  evidence  by  the  steamship  company  when 
sued  for  failure  to  make  due  delivery  of  a  trunk  and  defend- 
ant's employee  who  searched  for  It  testified  that  he  had  not  had 
time  to  make  a  thorough  search,  and  that  It  "may  be  there  In 
the  box  or  tbe  backet."  an  exhibit,  testified  to  by  defendant's 
general  passenger  agent  aa  the  form  of  check  Issued  In  such 
cases,  cannot  be  considered  M  the  form  delivered  to  plaintiff, 
the  loss  of  such  check  not  having  been  sufficiently  accounted 
Ibid. 

Tariffs   Binding  on   Passenger  Only  When    Filed  and   Posted  as 

Required  by   Law: 

Steamship  tariff  schedule*  are  binding  on   the  passenger 
only  when  filed  with  tbe  Interstate  Commerce  Commission  and 
Shipping  Board  and  posted  as  required  by  law.— Ibid. 
Limitation  of  Liability   in   Baggage  Check  and  Tariff  Schedules 

Not   Part  of   Contract,   In    Absence   of   Proof  of  Company's 

Adoption  of  Regulations: 

Where  the  attention  of  a  steamship  passenger  was  not  called 
to  language  of   her  baggage   check   and   tbe   company's   tariff 


unseaworthy,  was  seized  and  held  by  the  marshal  on  process, 
the  incident  delay  constituted  a  deviation  from  the  voyage, 
which  rendered  the  owner  liable  for  damage  to  the  cargo  from 
a  fire  which  occurred  during  the  custody  of  the  marshal  and 
the  sinking  and  subsequent  salving  of  the  vessel,  and  entitled 
the  cargo  owners  to  a  lien,  dating  from  the  time  of  loading,  for 
all  such  damage,  for  freight  prepaid,  and  for  the  cost  of  loading 
and  unloading. — Ibid. 
Liens  for  Repairs  and  Supplies  Held  Superior  to  Those  for 

Damage  to  Cargo: 

Furnishers  of  repairs  and  supplies  to  fit  a  vessel  for  a 
voyage  have  a  lien  superior  to  that  of  cargo  owners  for  dam- 
age to  cargo  resulting  from  deviation  from  the  voyage,  but 
liens  for  freight  prepaid,  which  put  the  vessel  in  funds  for  the 
voyage,  stand  on  a  parity  with  those  for  repairs  and  supplies.. — 
Ibid. 


Miscellaneous  Decisions 


Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digest!  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 

May  Contract  In  Different  Capacity  to  Perform  Services  Which 

They  May  Refuse  to  Perform: 

(Supreme  Court  of  Alabama.)  Where  a  service  or  act  is 
of  such  a  nature  that  a  common  carrier  has  a  right  to  refuse 
to  perform  It,  it  has  a  right  to  contract  for  the  performance 
thereof,  if  not  ultra  vires,  in  a  different  capacity  from  that  rest- 
ing on  it  as  a  common  carrier. — Ex  Part  Alabama  Great  South- 
ern R.  Co.,  Alabama  Great  Southern  R.  Co.  vs.  Wood,  90  S.  Rep. 
502. 
Evidence  as  to  Reasonable  Charge  and  Reasonable  Expense 

Thereof  Held  Erroneously  Excluded  in  Suit  to  Recover  Back 

Charges  for  Parking   Showman's  Cars: 

In  an  action  to  recover  back  an  amount  paid  a  railroad 
company  by  a  showman  for  parking  his  cars  on  Its  tracks  for 
a  period  of  45  days,  where  It  had  filed  no  schedule  of  charges 
for  such  service  with  the  Railroad  Commission,  evidence  that 
the  charge  made  was  a  reasonable  charge,  and  evidence  as  to 
the  reasonable  expense  of  moving  the  cars  from  place  to  place 
during  the  45  day*,  was  erroneously  excluded. — Ibid. 
Not  Required  to  File  Schedule  of  Charges  in  Order  to  Recover 

for  Parking  Showman's  Car*: 

Code  1907,  sec.  6522.  requiring  'the  schedules  of  a  common 
carrier  filed  with  the  Railroad  Commission  to  contain  all  charges 
for  track  and  car  service  or  rental,  and  for  switching,  demur- 
rage, terminal  and  transfer  service,  and  for  rendering  any 
other  service  In  connection  with  the  transportation  of  passengers 
and  property,  refers  to  such  rental  and  service  as  are  to  be 
performed  In  Its  capacity  aa  a  common  carrier,  and  does  not 
extend  to  a  charge  made  to  a  showman  for  parking  bis  cars 
on  the  carrier's  tracks  for  a  period  of  45  days,  and  it  Is  en- 
titled to  make  such  charge,  though  not  contained  in  its  sched- 
ules.—Ibid. 
Prescribed  Written  Notice,  Prerequisite  to  Demurrage,  Mailed  to 

Consignee,   Legal    Notice  of  Arrival  of  Goods,  Whether   Re- 
ceived or  Not: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  The  petition. 
even  before  amendment,  did  not  fall  to  set  forth  a  cause  of 
action,  and  was  therefore  not  subject  to  the  general  demurrer, 
since  It  does  not  appear  that  the  demurrage  charges,  which  It  Is 
alleged  the  defendant  unlawfully  collected,  accrued  by  virtue 
of  any  contract  of  shipment,  and  since,  under  the  rules  of  the 
Railroad  Commission,  fixing  and  prescribing  a  schedule  of  de- 


schedule  limiting  damages  for  failure  to  make  due  delivery  of        _ _ 

a  trunk,  the  value  of  which  was  not  declared  to  b«  more  the*-?  jjmrrage  rates.  It  is  also  provided'  as  a  prerequisite  to  such  a 
00,  such  limitation  was  not  a  part  of  the  contract  of  carriage      charge  that   the  delivering  carrier  shall  have  given  notice  to 

the  consignee  of  the  arrival  of  the  freight  at  the  point  of  des- 
tination, and  since  the  petition  alleges  that  no  such  notice  was 
given  to  the  consignee.  It  Is  ordinarily  the  rule,  as  provided 
by  the  Railroad  Commission,  that,  where  a  consignor  ships  goods 
to  himself  or  to  his  order,  the  prescribed  written  notice,  duly 
mailed  to  the  consignee  at  the  point  of  delivery,  shall  be  suffl- 
rlf-nt  legal  notice,  whether  the  consignee  actually  receives  It 
or  not. — Payne,  Director-General  of  Railroads,  vs.  Monroe,  110 
S.  E.  Rep.  34. 

Allegations   In   Petition   Held   Insufficient  on   Special    Demurrer: 
The  allegations  of  the  original  petition,  setting  up  that  the 
agent  at  the  point  of  shipment  had  misled  and  deceived  the 
shipper,  by  stating  that  the  goods  would  be  routed  to  the  point 


under  the  federal  statute.  In  the  absence  of  evidence  that  tbe 
company  had  adopted  such  regulation,  though  It  would  be  pre- 
sumed It  had  complied  with  the  statute  by  filing  a  tariff  sched- 
ule.-Ibid. 

Ship   Loading  Cargo  for  Unlicensed  Voyage   Unseaworthy: 

(District  Court,  S.  D..  New  York.)  A  ship  of  United  States 
registry,  licensed  only  for  coastwise  business,  which  loaded  a 
cargo  at  New  York  for  Mediterranean  ports,  held  unseaworthy 
for  the  voyage,  and  the  owner  not  entitled  to  any  of  the  ex- 
emptions from  liability  provided  by  Harter  act,  sec.  8  (Comp. 
St..  sec.  8031).- The  St.  Paul.  277  Fed.  Rep.  99. 
Lien  Between  Ship  and  Cargo  Attaches  When  Cargo  Is  Loaded: 

The  mutual  lien  betwron  ship  and  cargo  attaches  when  the 
cargo  Is  loaded  on  flu-  vossol,  and  whenever  any  event  happens 
which  renders  the  llfn  pnforceable.  It  relates  back  to  that  time. 
—Ibid. 
Delay   from   Seizure   by    Marshal   of   Unseaworthy   Vessel   After 

Loading    Held    Deviation: 

Whore  a  ship,  after  loading  for  a  voyage  for  which  she  was 


of  destination  over  thf>  line  of  a  different  carrier,  and  the  amend- 
ment, alleging  that  this  false  statement  constituted  fraud  on 
the  part  of  the  defendant,  while  not  subject  to  the  objection 
urged,  that  such  allegations  were  an  attempt  to  contravene  the 
statute  of-  frauds  (since  the  bill  of  lading  not  being  before  us. 
It  cannot  be  said  that  anything  therein  is  in  conflict  with  the 
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alleged  oral  statement  of  the  receiving  and  routing  agent),  and 
while  such  a  statement  of  an  agent  of  the  defendant,  acting 
as  the  receiving  and  routing  agent,  if  not  in  conflict  with  the 
written  terms  of  the  contract  of  shipment,  might  be  sufficient 
to  relieve  the  shipper  of  the  demurrage  charges,  in  the  absence 
of  actual  notice  that  the  goods  had  been  received  and  were 
being  held  at  the  point  of  destination  by  another  carrier,  still, 
since  the  petition  nowhere  shows  that  such  receiving  and  rout- 
ing agent  was  the  agent  of  the  delivering  carrier,  that  made 
and  received  the  demurrage  charges  as  warehouseman,  both 
such  original  alegations  and  those  contained  in  the  amendment 
should,  on  the  special  demurrer  thereto,  have  been  adjudged 
insufficient  on  that  particular  theory. — Ibid. 

Federal  Control  Held  Not  to  Consolidated  Individual  Carriers 
as  to  Their  Respective  Legal  Rights  and  Liabilities;  Peti- 
tion Held  Not  to  Allege  that  Agent  of  Director-General  Was 
Agent  of  Delivering  Carrier: 

Federal  control,  under  the  act  of  Congress  (U.  S.  Comp. 
St.,  sec.  1974a)  and  the  proclamations  and  orders  of  the  Presi- 
dent of  the  United  States  and  the  Director-General  of  Railroads, 
while  effecting  a  consolidation  of  the  physical  control  of  the 
different  tarnsportation  systems,  did  not  effect  a  consolidation 
of  the  individual  companies,  so  far  as  their  respective  legal 
rights  and  liabilities  were  concerned.  Missouri  Pacific  R.  Co. 
vs.  Ault  (decided  June  1,  1921),  255  U.  S.  .,.  41  Sup.  Ct.  593, 
595,  596,  65  L.  Ed.  ..;  Hines  vs.  McCook,  25  Ga.  App.  395  (103 
S.  E.  690);  4  A.  L.  R.  1680,  case  notes;  10  A.  L.  R.  956,  notes; 
8  A.  L.  R.  969,  notes,  13  A.  L.  R.  1023,  notes  Hence,  the  alle- 
gation that  the  receiving  and  routing  agent,  making  the  mis- 
leading statements,  was  the  agent  of  the  Director-General,  did 
not  amount  to  an  allegation  that  he  was  the  agent  of  the  de- 
livering carrier  that,  as  a  warehouseman,  made  and  collected 
the  demurrage  charge  after  the  termination  of  the  transportation. 
—Ibid. 
Grounds  of  Special  Demurrer  Held  Without  Merit: 

The  remaining  grounds  of  special  demurrer  are  without 
merit. — Ibid. 

Discrimination  in  Furnishing  Cars  Held  for  Jury  in  Suit  for 
Treble  Damages: 

(Springfield  Court  of  Appeals,  Missouri.)  Discrimination  in 
furnishing  cars  held  for  jury  in  suit  under  Rev.  St.  1919,  sec. 
9985,  9990,  for  treble  damages.— Stroud  vs.  Missouri  Pacific  R. 
Co..  236  S.  W.  Rep.  891. 

Need  Not  Ship  by  Cheaper  of  Two  Routes  Where  Unreasonable 
to  Do  So : 

While  it  is  ordinarily  the  duty  of  a  carrier  operating  two 
lines  between  the  same  points,  to  ship  by  the  cheaper  route,  it 
is  not  required  to  do  so,  where,  considering  its  own  interest  and 
that  of  the  public,  as  well  as  the  shipper's,  it  would  be  unrea- 
sonable.— Ibid. 

Action  Lies  Under  State  L^w  for  Discrimination  in  Furnishing 
Cars  for  Shipment  Which  Could  Have  Gone  Over  Either 
Intrastate  or  Interstate  Route: 

An  action  lies  under  Rev.  St.  1919,  sec.  9985,  for  damages 
for  discrimination  in  furnishing  cars  for  the  shipment  of  lumber 
which  could  have  gone  over  either  an  intrastate  or  interstate 
route. — Ibid. 

Statements  of  Train  Crew  Held  Incompetent  in  Action  for  Dis- 
crimination in  Furnishing  Cars  for  Shipment: 
In  an  action  for  discrimination  in  furnishing  cars  for  a 
shipment  of  lumber,  plaintiff's  testimony  that  defendant's  con- 
ductor to  whom  he  spoke  about  the  cars  said,  "You  haven't 
given  us  nothing  for  what  we  have  already  given  you  yet,"  and 
that  the  brakeman  said,  "You  might  buy  us  some  cigars  if 
nothing  else,"  was  improperly  admitted,  especially  in  view  of 
other  evidence  that  plaintiff's  competitors  had  been  somewhat 
generous  with  their  turkeys,  the  evidence  showing  that  the  train 
crew  had  nothing  to  do  with  furnishing  cars  except  to  deliver 
them. — Ibid. 

Instruction  in  Suit  for  Discrimination  in  Furnishing  Cars  Held 
Erroneous  in  Ignoring  Material  Finding: 
In  a  suit  for  treble  damages  for  discrimination  in  preferring 
shippers  who  ordered  and  were  furnished  cars  after  plaintiff 
ordered  cars  for  shipping  lumber,  wherein  defendant  endeav- 
ored to  show  cars  furnished  others  on  subsequent  orders  were 
for  shipping  mine  material  preferred  by  an  Interstate  Commerce 
Commission  order,  and  the  evidence  showed  some  cars  so 
furnished  were  for  such  material,  and  some  of  the  preferred 
shippers  shipped  lumber  and  mine  material,  an  instruction  for 
plaintiff,  based  on  a  preference  of  other  shippers,  requiring  the 
jury  to  find  that  after  plaintiff's  cars  were  ordered  other  ship- 
pers at  the  station  in  question  "engaged  in  the  business  of 
shipping  lumber,"  ordered  cars,  and  were  preferred,  is  erroneous 
in  not  requiring  the  jury  to  find  that  such  cars  were  not  loaded 
with  mine  material. — Ibid. 

Error    as    to    Measure    of    Damages,    Avoidable    on    Retrial,    Not 
Considered: 

Error  in  an  instruction  on  the  measure  of  damages  will  not 
be  considered  on  appeal  where  it  may  be  avoided  on  retrial. — 
Ibid. 


Owner  of  Road   Returned  by  Federal  Transportation  Act  Liable 
for   Discrimination: 

Though  the  federal  transportation  act,  Feb.  28,  1920,  sec. 
208a,  provides  that  all  regulations  in  effect  February  29,  1920, 
on  lines  subject  to  the  interstate  commerce  act  should  con- 
tinue in  effect  until  changed  by  state  or  federal  authority,  and 
that  no  such  regulation  should  be  changed  prior  to  September 
1.  1920,  without  the  Commission's  approval,  a  railroad  company 
discriminating  in  furnishing  cars  between  such  dates  is  liable 
for  treble  damages,  under  Rev.  St.  1919,  sec.  9990. — Ibid. 
Interstate  Commerce  Commission's  Order  Approving  Issuance 
of  Securities  Not  Subject  to  Attack  by  Stockholder: 
(District  Court,  S.  D.,  New  York.)  Owner  of  stocks  or 
bonds  of  railroad  cannot,  under  Commerce  Court  act,  and  urgent 
deficiencies  act  (Comp.  St.,  sec.  992,  994),  petition  to  enjoin, 
set  aside,  annul,  or  suspend  order  of  Interstate  Commerce  Com- 
mission approving  issuance  of  new  securities  by  the  railroad 
under  railroad  bill,  sec.  268  (a),  since  under  section  272  (6) 
only  authorities  of  the  states  through  which  the  carrier  passes 
can  object  to  issuance  of  new  securities. — Miller  vs.  United 
States,  277  Fed.  Rep.  95. 

Investigation   Required   of   Interstate   Commerce  Commission   Ap- 
proving  Issuance  of  Securities: 

The  Interstate  Commerce  Commission,  on  application  of 
railroad  for  authority  to  issue  securities,  need  make  only  such 
investigation  as  the  Commission  considers  necessary,  which  in- 
vestigation may  be  informal. — Ibid. 

Interstate  Commerce  Commission  Approving   Issuance  of  Securi- 
ties  Need   Not  Pass  Reorganization   Plan: 
TJie    Interstate    Commerce    Commission,    on    application    by 
newly   organized    railroad   for   authority    to   issue    securities    to 
purchase    property   of   old    railroad    at   foreclosure    sale,    is   not 
concerned   with   the    reorganization   plan,   but   will   pass   merely 
upon   the  propriety  of  exchanging  new  securities  for  old   prop- 
erty, since,  if  the  property  is  adequate,  the  Commission  need  not 
go  into  the  validity  of  its  acquisition  by  the  new  company. — Ibid. 


COURT  SUSPENSION  OF  STATE  ORDERS 

The  Traffic  World   Washington  Bureau 

Federal  courts  would  be  barred  from  considering  actions  at 
law  to  suspend  or  restrain  the  enforcement  of  orders  made  by 
state  regulatory  authorities  under  state  statutes  under  the  terms 
of  a  bill  (H.  R.  10212)  introduced  by  Representative  Bacharach, 
of  New  Jersey,  at  the  request  of  the  New  Jersey  commission  and 
now  pending  before  the  House  judiciary  committee.  A  hearing 
on  the  bill  has  been  set  for  March  28. 

The  purpose  of  the  proposed  legislation,  it  is  understood,  is 
to  prevent  the  suspension  of  orders  of  state  commissions  with- 
out a  judicial  review  of  the  record  on  which  the  orders  are  based. 
Advocates  of  the  measure  contend  that  the  federal  courts 
suspend  orders  of  state  authorities  on  ex  parte  affidavits  and 
that  the  record  is  not  reviewed.  Under  the  state  laws,  it  is 
pointed  out,  state  courts  are  required  to  review  the  record  or  a 
summary  thereof.  John  E.  Benton,  general  solicitor  for  the 
state  commissions,  will  appear  before  the  committee  in  support 
of  the  measure. 

The  bill  specifically  excepts  the  jurisdiction  of  federal  courts 
over  matters  affecting  interstate  commerce  but  enactment  of 
the  bill  would  prevent  railroads  from  appealing  from  orders  of 
state  commissions  as  to  intrastate  rates  to  the  federal  courts. 
The  bill  had  its  inception,  however,  it  is  understood,  in  a  situa- 
tion in  New  Jersey  with  reference  to  a  public  utility  company 
against  which  the  state  commission  had  issued  an  order.  The 
bill  follows: 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the 
United  States  of  America  in  Congress  assembled,  That  no  district 
9r  circuit  court  of  the  United  States  or  judge  thereof  shall  have 
jurisdiction  to  entertain  any  bill  of  complaint  to  suspend  or  re- 
strain the  enforcement,  operation,  or  execution  of  any  order  made 
by  an  administrative  board  or  commission  in  any  state,  acting  under 
and  pursuant  to  the  statutes  of  such  state,  where  such  order  was 
made  after  hearing  upon  notice,  nor  to  entertain  jurisdiction  of  any 
bill  of  complaint  to  suspend  or  restrain  the  enforcement,  operation, 
or  execution  of  the  statute  under  which  such  order  was  made  in 
any  case  where  under  the  statutes  of  that  state  provision  is  made 
for  a  judicial  review  of  such  order  upon  the  law. and  the  facts:  Provided, 
That  nothing  herein  contained  shall  limit  or  affect  in  any  manner  the 
jurisdiction  of  district  and  circuit  courts  of  the  United  States  and 
judges  thereof  in  matters  affecting  interstate  commerce,  nor  to 
prohibit  such  court  or  courts  or  the  judges  thereof  from  entertaining 
any  bill  of  complaint  to  suspend  or  restrain  the  enforcement,  opera- 
tion, or  execution  of  any  order  made  by  an  administrative  board  or 
commission  in  any  state  in  so  far  as  such  order  affects  interstate 
commerce. 


W.    B.   &    P.    L.   STOCK    INCREASE 

The  Washington,  Brandy  wine  &  Point  Lookout.  Railroad  Co. 
has  filed  an  application  with  the  Commission  seeking  authority 
to  increase  the  capital  stock  of  the  company  from  $100,000  to 
$500,000  for  the  purpose  of  extending  its  line  from  Mechanics- 
ville,  Md.,  to  Point  Lookout,  Md.,  a  distance  of  51  miles.  The 
company  said  the  extension  would  reach  an  isolated  portion  of 
the  state  of  Maryland  which  is  without  rail  transportation. 
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Questions  of  Interest  to  Traffic  Men 


SIMPLIFICATION  OF  TARIFFS 

Editor  The  Traffic  World: 

A  few  days  ago  one  of  the  high  traffic  officials  of  an  im- 
portant southern  line  was  talking  to  me  and  I  mentioned  that 
tariffs  are  getting  so  complex  now  it  Is  getting  almost  impos- 
sible to  read  them,  mentioning  that  the  freight  traffic  manager 
of  another  line  told  me  be  wanted  a  difficult  rate  and  had  three 
of  his  best  rate  men  look  it  up.  Each  gave  him  a  different  figure 
and  when  he  called  them  before  him  all  of  them  insisted  they 
were  correct  and  showed  tariff  authorities  to  Justify  their  con- 
clusions. He  stated  he  was  unable  to  tell  himself  which  one 
was  right. 

It  looks  like  the  various  traffic  leagues  might  take  some 
steps  to  have  tariffs  made  more  simple.  At  the  least  the  rail- 
roads should  be  forbidden  the  privilege  of  issuing  sectional 
tariffs  or  they  should  be  limited  to  not  more  than  two  sections 
In  one  tariff. 

I  have  just  been  handed  by  a  railroad  freight  solicitor  a 
poem — such  as  it  is — which  indicates  I  am  not  In  a  class  by 
myself.  It  in  enclosed  for  publication. 

B.  R.  Shepherd.  Traffic  Manager. 
Chattanooga  Sewer  Pipe  Works. 

Chattanooga.  Tenn..  March  14.  1922. 
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have  several  purposes:  first,  to  make  navigation  safe;  and,  sec- 
ond, to  make  the  calling  of  the  sea  attractive  to  American  youth. 
Safety  at  sea  is  a  most  desirable  element,  which  is  reflected  in 
lower  rates  of  freight  and  insurance.  The  administration  of 
the  law  may  be  harsh  and  arbitrary,  or  it  may  be  in  the  light 
of  reason — it  Is  the  letter  which  killeth.  but  the  spirit  which 
maketh  alive. 

Aside  from  all  this,  however,  1  think  there  Is  a  commission 
of  representatives  of  shippers,  shipowners,  labor,  etc.,  who  are 
now,  and  have  been  for  some  months,  going  over  these  laws 
with  a  view  toward  recommending  to  Congress  such  changes  as 
will  bring  this  matter  up  to  date.  I  am  not  informed  as  to  the 
present  status. 

Mr.  Miller  makes  some  references  to  certain  Far  East  busi- 
ness in  which  his  company  was  concerned,  and  this  gives  oppor- 
tunity to  point  out  the  excellent  and  thorough  organization  of 
the  Japanese  business  Interests.  There  is  no  element  or  factor 
of  commerce  which  they  do  not  cover  with  thoroughness  and 
care. 

Without  meaning  to  intrude  on  the  business  relations  of 
the  Saco-bowell  Shops  and  their  customers,  it  may  be  found 
that  the  terms  of  sale  were  either  "f.  a.  s."  (free  alongside)  or 
"f.  o.  b.  Atlantic  port."  The  shippers  deliver  at  the  port  in 
accordance  with  these  terms,  and  upon  presentation  of  proper 
documents  at  a  Japanese  branch  bank  in  New  York,  the  credit 
would  pass  to  the  shipper.  Then  the  purchaser  makes  arrange- 
ments for  freight  and  Insurance.  The  profits  from  exchange, 
freight  and  Insurance  become  incorporated  Into  the  "invisible 
dividends"  of  the  Japanese.  It  will  be  seen  from  this  that  the 
buyer  controls  the  traffic.  Under  no  circumstances  would  it 
move  In  American  ships.  The  American  seller  finds  these  terms 
of  sale  acceptable  as  being  clear  and  readily  complied  with  and 
carrying  no  risk  to  his  Interest. 

Before  the  war  the  Germans  had  this  developed  to  a  finish. 
Their  ships  piled  to  and  from  and  between  British  possessions: 
their  banking  Institutions  were  scattered  all  over  the  world; 
they  sold  goods  c.  I.  f.  (rout.  Insurance  and  freight),  which  gave 
them  the  control  of  the  traffic  and  tpe  "invisible  dividend"  ac- 
crued to  them. 

What  is  the  remedy?  Tntll  we  are  organlied  in  all  of  our 
factors  of  International  commerce  as  well  or  better  than  other 
nations,  we  can  hardly  hope  to  make  a  dent  in  this  business. 
I  think  toward  that  end  many  earnest  and  able  men  are  giving 
thought  and  devoting  efforts,  but  it  Is  a  long,  uphill  drag,  which 
will  require  hard  work,  patience,  skill  and  courage. 

J.  D,  Hashagen,  General  Freight  Agent. 
North  Atlantic  and  Western  S.  8.  Co. 

Boston.  Mas*..  March  15.  1922. 


REPEAL  THE  LA  FOLLETTE  ACT 

K.litor  The  Traffic  World: 

Your  Issue  of  March  11.  page  545.  contains  a  letter  from 
I*  Miller,  traffic  manager.  Saco-Lowell  Shops,  under  the  above 
caption. 

In  presenting;  these  views.  I  do  not  wish  to  be  considered  In 

opposition  to  Mr    Miller.     I   have  the  privilege  of  counting  him 

among   my   acquaintance      Perhaps    I    could    Invite   a    personal 

vjew   .-mil  ilerive   pleasure  and  profit  from  the  same,  but    I 

would  like  to  contribute  to  tin-  discussion  in  the  hope  that  said 

•ibuiion  may  prove  useful. 

The  various  laws  which  affect  and  apply  to  our  navigation 


INCREASES  IN  FREIGHT  RATES 

Editor  The  Traffic  World: 

I  have  noticed  Mr.  Kirk's  article  In  The  Open  Forum  en- 
titled. "Increases  In  Freight  Rates,"  In  which  he  states  he  finds 
the  present  situation  an  to  railroad  freight  rates  baffling,  which 
I  believe  Is  putting  It  mildly. 

I  have  often  thought  that  the  increases,  such  as  those  re- 
ferred to  by  Mr.  Kirk,  should  be  more  vigorously  protested  and 
more  Interest  shown  by  the  shippers  at  large  for.  while  they 
••••always  In  keeping  with  the  orders  and  instructions  of  the 
Com  mission,  nevertheless,  these  orders  and  Instructions  some- 
time* are  such  as  to  eliminate  manufacturers  from  certain  mar- 
kets entirely.  Particularly  Is  this  true  in  the  case  of  our  com- 
pany, where  reference  has  been  made  to  Kelly's  Tariff  No.  16-M, 
from  points  in  the  Buffalo-Pittsburgh  territory  to  points  In  the 
Mississippi  Valley.  For  example,  the  rate  on  window  glass  was 
•teadily  Increased  until  It  reached,  what  we  thought  was  the 
highest  rate,  or  66%  cents.  Now.  effective  April  1,  1922,  the 
Commission  has  authorised  an  Increase  to  73  cents  to  New  Or- 
leans. This  may  not  seem  much,  but  why  Increases  at  all  In 
times  like  these  when  business  Is  so  depressed?  The  general 
outcry  Is  for  reduced  freight  rates,  and  why  should  not  these 
adjustments,  of  which  there  are  so  many,  be  held  over  until  some 
general  adjustment  downward,  Instead  of  pyramided  Increases, 
as  Mr.  Kirk  has  stated?  For  example,  we  have  very  strenuous 
foreign  competition  to  contend  with  In  the  way  of  window  glass 
being  Imported  from  Belgium,  and  the  present  rate  from  Ant- 
werp to  New  Orleans  Is  approximately  19  cents  per  100  pounds, 
with  practically  no  tariff  to  protect  us  from  that  Importation. 
and  it  would  take  an  exceptionally  high  tariff  to  protect  us  at 
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New  Orleans  against  rates  of  that  kind.  Nevertheless,  the  de- 
cision of  the  Commission  increases  the  spread  and  allows  a 
greater  opportunity  for  the  Belgium  manufacturers  to  monopolize 
our  markets. 

However,  it  is  an  ill  wind  that  blows  no  good.  There  are 
several  enterprising  barge  lines  now  operating  from  the  Pitts- 
burgh district  in  good  substantial  barges,  down  the  Ohio  River 
to  Mississippi  Valley  points,  and  these  barge  lines  will  have  the 
opportunity  of  their  lives  when  this  tariff  (15-M)  becomes  effec- 
tive. The  water  lines  are  not  taking  business  away  from  the 
railroads;  it  is  the  railroads  that  are  forcing  the  business  to  the 
water  lines. 

I  agree  with  Mr.  Kirk  that  regardless  of  whether  these  in- 
creases are  the  Commission's  orders  or  otherwise,  they  should 
be  given  greater  attention  than  has  so  far  been  shown  by  the 
shipping  public. 

American  Window  Glass  Co., 
William  T.  Lowe,  General  Freight  Agent 

Pittsburgh,  Pa.,  March  21,  1922. 


USE  OF  OLD  BILLS  OF  LADING 

Interstate  .Commerce  Commission,  Washington,  D.  C.: 

Referring  to  Supplement  No.  15,  Consolidated  Freight  Classi- 
fication No.  2,  effective  March  15,  and  relating  to  uniform  straight 
bills  of  lading,  we  note  that  the  carriers  have  agreed  to  permit 
shippers  to  use  their  old  forms  until  July  1.  This  gives  ship- 
pers only  three  and  one-half  months  during  which  time  to  pre- 
pare and  have  manufactured  new  forms. 

Apparently,  this  seems  like  sufficient  time,  but  when  the 
thousands  of  shippers  are  taken  into  consideration,  all  of  whom 
want  their  bills  of  lading  printed  at  once,  it  is  immediately  ap- 
parent that  the  manufacturers  will  be  swamped  with  orders, 
and  it  is  indeed  doubtful,  whether  or  not  all  shippers  can  be 
supplied  at  the  proper  time. 

Aside  from  the  abdve,  the  economic  point  has  been  entirely 
overlooked.  Many  shippers,  including  this  company,  have  a  large 
supply  of  their  own  especially  designed  and  printed  forms  on 
hand,  some. of  them,  enough  to  last  for  at  least  two  or  three 
years,  and  in  view  of  these  facts,  shippers  ought  to  be  allowed 
until  January  1,  if  not  until  March  15,  1923,  to  use  up  their  old 
forms. 

This  arrangement  would  be  giving  a  fair  chance  to  the  ship- 
ping public  and  the  manufacturer,  and  would  also'  be  beneficial 
from  an  economic  standpoint.  We  therefore  pray  that  your  hon- 
orable body  may  see  fit  to  extend  the  effective  date  of  our  new 
forms,  to  a  reasonably  distant  period. 

Nordberg  Manufacturing  Company, 
Charles  Poller,  Traffic  Manager. 

Milwaukee,  Wis.,  March  22,  1922. 

Editor  The  Traffic  World: 

In  connection  with  the  letter  of  Mr.  G.  J.  Olson,  traffic  man- 
ager, W.  M.  Button  &  Sons  Co.,  Hastings,  Nebraska,  as  printed 
in  The  Open  Forum  of  March  18  under  caption,  "Use  of  Old 
Bill  of  Lading  Forms,"  we  have  already  written  to  the  Commis- 
sion as  well  as  the  uniform  bill  of  lading  committee  in  an  en- 
deavor to  have  the  effective  date  for  compulsory  use  of  the  new 
form  bill  of  lading  postponed  until  at  least  January  1,  1923.  In 
response,  the  Commission  sent  to  us  a  copy  of  its  announcement 
No.  4844,  dated  February  1,  in  which  it  is  stated  that  the  Com- 
mission has  no  jurisdiction  over  loss  or  damage  claims  and  there- 
fore, the  interpretation  of  the  applicable  provisions  of  bills  of 
lading  is  a  matter  of  law,  to  be  determined  by  the  courts. 

Paragraph  11  of  section  20  of  the  interstate  commerce  act 
provides  that  any  carrier  receiving  property  for  transportation 
shall  issue  a  receipt  or  bill  of  lading  therefor.  Therefore,  the 
Commission's  opinion  is  that  a  carrier  could  refuse  a  bill  of  lad- 
ing tendered  by  a  shipper,  which  was  of  an  unusual  size  or  style, 
or  did  not  correspond  with  terms  of  the  lawfully  published  and 
filed  bill.  It  further  states,  however,  that  this  is  a  question  to 
be  determined  by  the  courts,  but  in  its  opinion,  the  terms  and 
conditions  of  the  appropriate  bill  of  lading  lawfully  published 
and  filed  would  govern  shipments  subject  to  the  interstate  com- 
merce act,  regardless  of  what  bill  of  lading  was  actually  issued, 
or  of  a  possible  failure  to  issue  a  bill.  This  is  exactly  in  line 
with  our  contention  that  the  terms  and  conditions  now  printed 
on  the  back  of  bills  of  lading  issued  by  shippers  are  entirely  un- 
necessary. The  Cummins  amendment,  according  to  our  under- 
standing, does  not  permit  the  carriers  to  limit  their  liability, 
which  would  be  governed  by  the  common  law;  however,  if  de- 
sired, the  carriers  could  require  shippers,  using  their  own  billa 
of  lading,  to  print  on  the  face  thereof  a  clause  similar  to  the 
following:  "Subject  to  all  conditions  and  provisions  of  bill  of 
lading  form  appearing  in  the  classification  effective  at  this  time," 
and  this  would  not  only  do  away  with  the  great,  unnecessary 
waste  incurred  by  shippers  at  each  change  prescribed  'In  the  bill 
of  lading  form,  but  it  would  also  save  an  Inestimable  amount  in 
the  cost  of  printing,  as  the  bills  of  lading  could  be  printed  in 
one  operation  Instead  of  two,  as  is  now  necessary. 

The  Commission  advised  that  the  utmost  It  could  do  would 
be  to  indicate  that  It  approved  or  did  not  approve  such  a  prac- 


tice, and  while  it  has  not  given  its  approval,  we  believe  that  if 
it  could  be  induced  to  do  so,  the  railroads  would  be  favorably 
influenced.  We,  therefore,  concur  in  Mr.  Olson's  suggestion  and 
urge  shippers  using  their  own  forms  of  bills  of  lading  and  to 
whom  the  July  1  effective  date  would  mean  a  serious  loss,  to 
write  to  the  Commission  for  approval  of  a  bill  of  lading  form 
without  conditions  printed  on  the  back,  and  pending  a  decision 
on  that  feature,  extension  at  least  until  January  1,  1923,  of  the 
time  in  which  present  bills  of  lading,  with  stamp  notation,  may 
be  used. 

In  addition  to  the  saving  for  shippers  who  use  their  own 
form  of  bills  of  lading,  the  carriers  themselves  would  realize  in 
the  savings,  if  they  were  to  eliminate  from  the  bills  of  lading 
that  they  furnish  to  small  shippers,  the  printed  conditions  on  the 
back  thereof. 

Insofar  as  the  right  of  the  carriers  to  specify  the  form  In 
which  shippers'  bills  of  lading  should  be  issued  is  concerned,  we 
can  agree  with  that  as  respecting  the  size  of  the  bills  of  lading, 
and  the  arranging  of  subject  matter  on  the  face  of  the  form,  etc., 
but  believe  they  are  exceeding  their  rights  in  requiring  the  ship- 
pers (who  are  saving  the  railroads  the  cost  of  printing  bills  of 
lading  and  other  incidental  expenses)  to  show  on  the  back  thereof 
conditions  which,  in  themselves,  are  unnecessary  and  cause  the 
shippers  such  great  economic  loss — especially  when  this  can  be 
eliminated  and  the  same  purpose  served  by  a  clause  on  face  of 
the  bill  of  lading  referring  to  the  form  shown  In  current  classi- 
fications. 

Furthermore,  if  shippers  who  now  use  their  own  form  of  bills 
of  lading  would  require  the  railroads  to  furnish  them  with  bills 
of  lading,  you  can  readily  observe  the  chaos  that  would  result. 
In  the  first  place,  the  railroads  would  probably  be  unable  to  fur- 
nish sufficient  bills  of  lading,  and  it  would  be  a  very  great  ex- 
pense on  their  part  to  provide  all  shippers  with  such  documents. 
Again,  it  would  result  in  myriad  claims  for  overcharges  due  to 
improper  designations,  etc.;  therefore,  while  the  carriers  may 
have  the  right  to  specify  the  form  of  bills  of  lading  issued  by 
shippers,  the  fact  that  large  shippers  now  use  their  own  forms 
relieves  the  railroads  of  great  expense  and  considerably  reduces 
overcharge  claims,  the  handling  of  which  is  expensive  both  to 
carriers  and  to  claimants;  and  we  believe  the  carriers  should 
play  fair  with  shippers  by  enabling  them  to  keep  down  the  ex- 
pense of  printing  as  much  as  possible. 

The  I.  J.  Cooper  Rubber  Company, 
W.  J.  Schultz,  Traffic  Manager. 

Cincinnati,  0.,  March  22,  1922. 


Editor  The   Traffic  World: 

We  note  remarks  made  by  Mr.  G.  J.  Olson,  traffic  manager, 
W.  M.  Button  &  Sons  Company,  in  The  Open  Forum  of  the 
March  18  Traffic  World  relative  to  the  time  limit  for  use  of 
old  bill  of  lading  forms. 

We  quite  agree  with  Mr.  Olson  and  wish  to  say  that  we 
have  already  entered  protest  with  the  Interstate  Commerce 
Commission  against  this  short  time  limit  and  trust  that  all 
other  shippers  will  give  the  matter  their  prompt  attention. 

C.  G.  Pauli,  General  Manager, 
United  Coal  &  Dock  Co. 

Milwaukee,  Wis.,   March  23,  1922. 

CAR  LOCATION  AND  CONDITION 

Out  of  2,278,452  cars  on  line  March  1,  14.7  per  cent,  or 
334,628,  were  in  bad  order,  as  against  14.5  per  cent  February  15, 
according  to  the  semi-monthly  statement  of  the  car  service  divi- 
sion of  the  American  Railway  Association.  Box  cars  in  bad 
order  numbered  156,565  or  15.3  per  cent  as  against  15.1  per  cent 
on  February  15;  refrigerator  cars  in  bad  order  numbered  8,214 
or  13.5  per  cent  as  against  13  per  cent  on  February  15;  gon- 
dola cars  in  bad  order  numbered  144,694  or  15  per  cent  against 
the  same  per  cent  February  15;  stock  cars  in  bad  order  num- 
bered 10,082  or  12.2  per  cent  as  against  11.5  per  cent  on  Febru- 
ary 15;  and  flat  cars  in  bad  order  numbered  11,875  or  12  per 
cent  as  against  11.9  per  cent  on  February  15. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  March  1  showed  the  following:  Eastern 
district,  98.1  as  against  93.7  a  year  ago;  Allegheny  district,  101.1 
as  against  96.8  a  year  ago;  Pocahontas  district,  88.8  as  against 
93.6  a  year  ago;  Southern  district,  99.8  as  against  99.6  a  year 
ago;  Western  district,  97.2  as  against  98.8  a  year  ago;  all  dis- 
tricts, 98.2  as  against  96.9  a  year  ago;  Canadian  roads,  92.8  as 
against  95.3  a  year  ago. 

The  per  cent  of  home  cars  on  home  roads  March  1  was  70 
per  cent.  By  classes  of  equipment  the  percentages  were  as  fol- 
lows: Box,  61.2;  refrigerator,  64.5;  gondola,  75.8;  stock,  84.9; 
flat,  82.7. 


A.  C.  &  Y.   LOCOMOTIVE  PURCHASE 

The  Commission  has  approved  an  application  of  the  Akron, 
Canton  &  Youngstown  Railway  Company  for  authority  to  assume 
obligation  and  liability  in  respect  of  $270,000  of  equipment  trust 
certificates  to  be  issued  in  connection  with  the  procurement  of 
nine  locomotives. 


March  25,  1922 
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Personal  Notes 


C.  R.  Hartshorn  has  been  appointed  commercial  agent  for 
the  Delaware,  Lackawanna  &  Western,  at  Toledo,  O. 

C.  B.  Rader  has  been  reappolnted  secretary  and  traffic  com- 
missioner for  the  Denver  Grain  Exchange  Association  of  Den- 
ver, Colo.,  for  the  third  consecutive  year. 

Freeman  Bradford,  formerly  traffic  manager  for  the  Buffalo 
Produce  Exchange  and  at  present  connected  with  the  traffic 
bureau  of  the  Omaha  Chamber  of  Commerce,  has  been  ap- 
pointed traffic  manager  for  the  United  Distributors,  Inc.,  of 
Buffalo. 

Charles  Guernsey,  general  manager,  railroad  division.  Serv- 
ice Motor  Truck  Company,  will  address  the  Indiana  section  of 
the  Society  of  Automotive  Engineers,  at  the  Chamber  of  Com- 
merce building,  Indianapolis.  March  29,  on  the  subject  of  "Gaso- 
line Propelled  Railway  Coaches." 

Robert  McDowell  has  been  appointed  general  agent  for  the 
Southern  Pacific  lines,  at  Cleveland,  O. 

H.  P.  Wllmer  has  been  appointed  assistant  general  freight 
agent  for  the  Merchants'  &  Miners'  Transportation  Company,  at 
Baltimore,  Md. 

L.  H.  Long,  vice-president  and  chief  engineer  of  the  Arizona 
Eastern  Railroad,  has  retired.  His  duties  as  chief  engineer 
have  been  taken  over  by  J.  C.  McClure,  assistant  to  the  presi- 
dent, and  he  is  succeeded  as  vice-president  by  C.  M.  Scott,  at 
present  general  manager. 

J.  B.  Finley  has  been  appointed  vice-president  and  general 
manager  of  the  Southern  Pacific  Railroad  Company  of  Mexico. 
C.  K.  Bowen  has  been  appointed  chief  engineer  for  the  same 
road. 

W.  J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, has  announced  that,  effective  March  27.  W.  L.  Ball,  head 
of  the  Mediterranean  division  of  the  corporation  in  the  Wash- 
ington office,  will  become  bead  of  the  European  section  of  the 
New  York  office  of  the  corporation,  succeeding  George  H.  Wells, 
who  resigned  to  become  freight  traffic  manager  of  the  United 
States  Lines.  Stewart  Robertson,  son  of  Jamei  D.  Robertson 
of  Chicago,  will  become  chief  assistant  to  Mr.  Wells.  Mr.  Love 
also  announced  that  Allen  Pragnell.  formrely  with  8.  O.  Stray 
*  Co..  New  York,  will  succeed  Mr.  Bull  as  head  of  the  Med- 
iterranean division.  F.  G.  Frieser,  bead  of  the  European  divi- 
sion In  Washington,  will  become  special  assistant  to  W.  B. 
Keene,  traffic  manager,  and  J.  E.  Andrews,  an  assistant  to  Mr. 
Keene,  will  succeed  Mr.  Frieser. 


region  of  the  Pennsylvania  System,  said  the  present  weakness 
of  the  railroads  was  in  part  due  to  the  fact  that  in  the  past 
railroad  regulation  was  considered  synonymous  with  the  lowest 
possible  rates.  Its  real  purpose,  the  fostering  of  efficient  trans- 
portation, has  only  recently  been  given  much  attention,  he  said. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  March  meeting  of  the  Traffic  Club  of  New  York,  which 
will  be  held  at  the  Waldorf-Astoria  Hotel,  March  28,  will  be 
"Freight  Claim  Night."  A.  P.  Fitch,  freight  claim  agent  for 
the  Southern  Pacific,  will  be  the  principal  speaker.  Plans  are 
being  laid  for  a  ladles'  night.  May  2.  at  which  the  member! 
of  the  club  will  put  on  an  amateur  theatrical  performance. 


The  Association  of  Railroad  and  Steamship  Agents  of  Boa- 
ton  will  hold  ladles'  night  at  the  Hotel  Somerset.  April  15. 
There  will  be  dancing  and  dinner  will  be  served. 

Dr.  C.  H.  Jones,  secretary  of  the  Chamber  of  Commerce, 
was  the  principal  speaker  at  the  annual  meeting  of  the  Indus- 
trial Traffic  Club  of  Cortland.  N.  Y  .  held  at  the  Chamber  of 
Commerce  rooms,  March  16.  The  following  officers  were  elected: 
Chairman,  H.  B.  Darling;  secretary.  P.  F.  McManun;  treasurer, 
A.  E.  Witty. 

Members  of  the  Transportation  Club  of  Seattle  and  their 
friends  were  entertained  at  their  weekly  luncheon.  March  IS, 
by  a  radiophone  program  and  concert. 


The  Traffic  World  will  publish,  as  they  are  sent  in,  the 
names  of  delegates  chosen  by  the  traffic  clubs  to  represent 
them  at  the  meeting  to  be  called  to  form  a  national  organization 
of  traffic  clubs.  Chicago  has  chosen  John  R.  Stockton  and 
Henry  A.  Palmer.  The  Miami  Valley  Traffic  Club,  Dayten,  O., 
has  chosen  T.  T.  Webster  and  W.  E.  Boyer. 


William  Ochse,  vice-president  of  the  San  Antonio  Drug 
Company,  formerly  chairman  of  the  Mexican  trade  bureau  of  the 
Chamber  of  Commerce,  addressed  the  San  Antonio  Traffic  Club, 
on  the  subject  of  "Trade  Relation*  with  Mexico,"  at  the  meet- 
ing held  at  the  Gunter  Hotel.  March  IS. 


"The  traffic  clubs  are  Important  factors  In  the  return  of 
prosperity  and  the  solving  of  railroad  transportation  problems." 
said  Archibald  Fries,  vice-president  of  the  Baltimore  A  Ohio, 
In  a  speech  at  the  annual  dinner  of  the  Traffic  Club  of  Wheeling. 
W.  Va..  at  the  McLure  Hotel.  March  15.  "The  railroads,  through 
afflc  association  and  the  American  Railway  Association, 
propose  to  aid  the  Industrial  man  and  explain  questions  so 
necessary  to  the  proper  conduct  of  transportation."  he  con- 
iinu«-«l.  Mr.  Fries  said  that  the  traffic  club  had  first  been  organ- 
ised to  provide  a  better  medium  of  intercourse  between  the 
Industrial  and  railroad  traffic  man  and  that  it  had  succeeded 
In  so  doing.  Oeorgp  I>.  <>K<l«>n,  traffic  manager  of  thp  rpntral 


CHARGES  AGAINST  CARRIERS 
EXPLODED 

(Address  delivered  by  J.  F.  Holden,  vice-president,  Kansas  City 
Southern  Ry.  before  the  Traffic  Club  of  Kansas  City,  March  7.) 

1.  High  rates  have  caused  business  depression. — The  rail- 
road business  is  the  second  largest  business  in  the  United 
States,  agriculture  coming  first,  and,  of  course,  when  anything 
goes  wrong  the  point  is  to  find  the  cause,  and  as  agriculture  has 
made  a  great  cry  about  suffering — and  possibly  it  is  true — the 
next  big  thing  is  the  railroads,  and  it  is  easy,  in  the  minds  of 
many,  to  make  a  talk  against  them  as  causing  all  the  trouble. 
In  my  opinion  the  present  depression  of  business  Is  but  natural, 
following  the  Inflation  occurring  immediately  after  the  war,  and 
which  has  occurred  with  every  war  known  to  history;  follow- 
ing the  inflation  comes  the  deflation  and  depression  of  business. 
It  is  astonishing  that  the  deflation  in  our  own  country  has  not 
been  greater  because  of  the  magnitude  of  this  war  as  against 
any  previous  war. 

Go  back  to  our  Civil  War  and  you  will  find  that  prices  ob- 
tained their  greatest  advance  in  1864,  advancing  from  100  per 
cent  in  1860  to  220  per  cent  in  1865.  Then  came  the  depression 
and  we  fell  back  to  pre-war  prices  in  the  year  1879.  There  was 
an  advance  of  20  per  cent  in  1880  when  prices  again  went  down 
and  the  bottom  was  reached  in  1907,  going  back  to  100  per  cent 
In  1915. 

The  real  cause  of  our  trouble  might  be  divided  into  three 
heads:  lack  of  foreign  trade;  action  of  the  Federal  Reserve 
Board  In  stopping  credits;  and  now  a  buyers'  strike,  and  other 
things  which  will  be  mentioned. 

Take  cotton,  which  has  had  a  tremendous  slump.  What  is 
the  difficulty?  Lack  of  money  on  the  other  side  to  buy  the 
cotton. 

Take  wheat  In  1921  the  production  of  wheat  the  world 
over  was  17S.OOO.OOO  bushels  more  than  in  1920.  Immigration  to 
this  country  has  fallen  off  and  we  cannot  absorb  the  big  crop 
ourselves.  Foreign  countries  lacked  money  to  buy  It,  and  while 
we  have  had  a  recent  advance  in  the  price  of  wheat,  the  eleva- 
tors at  our  seaports  are  filled  to  overflowing,  even  a  large  num- 
ber of  cars  being  under  load  for  five  or  six  months  in  Galveston. 

Take  corn.  Millions  of  bushels  of  corn  heretofore  have 
gone  Into  the  distilleries,  but  the  Volstead  act  stopped  that 
flow.  The  lack  of  consumption  is  responsible  for  the  price  of 
corn. 

Take  coal.  The  production  of  coal  in  1921  was  probably  the 
lowest  In  the  last  five  years.  What  la  the  reason?  We  had  a 
tremendous  consumption  during  the  war;  we  were  not  only  fur- 
nishing our  own  manufacturers,  but  we  were  exporting  large 
quantities  of  coal  to  all  European  «ountries  and  South  America. 
In  1921  our  own  manufacturers  stopped  and  with  the  rehabilita- 
tion of  her  mines,  England  took  from  us  our  export  traffic  in 
coal.  The  volume  of  coal  exported  to  other  countries  has  been 
reduced  tremendously.  The  lack  of  home  consumption  and  for- 
eign demand  in  1921  put  a  large  number  of  coal  miners  out  of 
work,  causing  unemployment,  and  no  doubt  lack  of  consumption 
uf  food  and  clothing. 

There  is  another  feature  causing  depression — namely,  what 
we  call  the  buyers'  strike,  caused  by  unemployment  It  is  true, 
but  also  caused  by  the  feeling  in  the  minds  of  a  great  many 
folks  that  things  are  too  high  and  will  come  down,  consequently, 
why  buy? 

The  statement  that  if  freight  rates  were  reduced  business 
would  revive,  seems  to  be  silly  because  of  the  fact  that  it  is 
well  known  rates  cannot  be  reduced  and  the  railroads  survive 
unless  material  reductions  can  be  made  In  the  cost  of  operation. 

The  railroads  earned  In  1921  net  6600  million  dollars.  Re- 
duce rates,  If  you  will,  10  per  cent.  That  means  a  reduction  in 
net  revenue  of  60  million  dollars,  and  would  amount  to  60  cents 
per  capita  of  the  population  of  the  United  States.  The  Interest 
on  the  bond  Indebtedness  of  the  railroads  amounts  to  practi- 
cally 600  million  dollars,  and  If  you  would  take  away  this  60 
million  the  railroads  would  fall  to  pay  their  bond  Indebtedness 
and  receiverships  and  other  disasters  would  follow.  The  rail- 
roads In  1921  earned  practically  nothing  on  their  stock;  of 
course  some  railroads  did  but  others  did  not  even  pay  their 
operating  expenses. 

There  seems  to  be  at  the  present  time  a  great  demand  for 
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additional  homes  for  the  people  of  our  country.  A  careful  study 
of  the  freight  on  materials  going  into  a  typical  brick  house  of 
six  rooms  to  be  constructed  in  Philadelphia,  shows  the  total 
freight  charges  on  all  material  and  supplies  would  amount  to 
$370  on  a  house  costing  $8,300.00.  In  St.  Paul,  Minnesota,  the 
estimated  freight  charges  on  all  material  going  into  a  frame 
dwelling  costing  $5,000  or  $6.000  would  aggregate  $580.  As- 
sume, if  you  will,  that  freight  rates  might  be  reduced  10  per 
cent;  this  would  mean  a  saving  of  $37  on  the  house  in  Phila- 
delphia and  $58  on  the  house  in  St.  Paul. 

The  present  rates  on  road  building  material  for  a  road  cost- 
ing $53,000  per  mile  is  figured  out  to  be  $1,327,  or  2%  per  cent 
of  the  cost,  a  very  small  proportion  of  the  money  people  seem 
to  be  willing  to  spend  in  the  construction  of  roads. 

I  will  just  give  you  two  examples  which  have  been  given  to 
the  public. 

There  was  a  great  cry  that  lemons  could  not  move  from 
California  to  New  York  and  that  the  lemon  orchards  of  Cali- 
fornia were  being  destroyed.  The  increased  freight  rates  on 
lemons  was  $.415  per  hundred  pounds.  A  box  of  lemons  with 
25  dozen  to  a  box  weighs  84  pounds,  and  the  old  freight  rate 
figured  4.2  cents  per  dozen,  whereas  the  new  freight  rate  figures 
5.6  cents  per  dozen,  an  increase  of  %  cent  per  dozen  lemons. 

The  Illinois  Central  got  out  some  interesting  figures  show- 
ing the  freight  cost  on  all  material  that  went  into  a  meal  at 
Springfield,  Illinois,  for  which  the  hotel  keeper  got  $1.25,  the 
foods  coming  from  various  states,  including  Iowa,  Oregon, 
Louisiana  and  New  York.  The  material  included  coffee,  pepper, 
salt,  beef,  wheat,  butter,  peas,  salmon,  strawberries  and  sugar, 
and  the  total  charges  amounted  to  but  $.012,  practically  1% 
per  cent. 

In  April,  1921,  Chairman  Clark,  of  the  Interstate  Commerce 
Commission,  in  talking  about  advanced  freight  rates,  on  fruit 
and  vegetables  from  Florida,  makes  this  statement: 

In  many  instances  Inquiry  into  a  situation  demonstrates  that  it  is 
not  at  all  freight  rates  that  is  preventing  the  sale  but  the  prices 
that  must  be  paid,  and  that  upon  investigation,  ascertainment  of  all 
the  facts  would  develop  that  the  movement  of  fruit  and  vegetables 
from  Florida  from  November.  1920,  to  March,  1921,  exceeded  by  sev- 
eral hundred  cars  the  movement  for  the  same  period,  1919-20. 

2.  The  ridiculous  fact  that  railroad  managers  can  do  noth- 
ing until  approved  by  government  boards. — I  think  it  goes  with- 
out saying  that  we  have  too  much  regulation   in  this  country. 
We  are  tempted  to  run  to  Washington  for  everything  under  the 
sun,   believing  that   the   boards  at   Washington   can   change  the 
inevitable   law  of  supply   and   demand.     Look  at  our  situation. 
Rates  cannot  be  changed  without  the  approval  of  the  Commis- 
sion,  and   for  the   last   six   weeks   there   has   been   going   on  at 
Washington  a  hearing  before  the  Commission  on  the  subject  of 
adjustment    of    rates.      Five    commissioners    have    been    sitting 
every  day  listening  to  long  drawn  out  testimony;   piling  up  ex- 
hibits  by   the   hundreds;    taking  up   the   time   of  shippers,   rail- 
road traffic  men  and  attorneys.     Rates  are  being  compared  for 
different  parts  of  the  country,  without  any  regard  to  surround- 
ing conditions.     If  a  low  rate  is  found  to  apply  over  a  certain 
distance  in  one  part  of  the  country  the  same  rate  seems  to  be 
reasonable  in  another  part  of  the  country. 

Railroad  operating  officials  are  spending  much  time  before 
the  Labor  Board  trying  to  get  away  from  the  standardization 
of  wages,  where  a  man  working  in  a  little  village  some  place 
in  Arkansas  gets  the  same  rate  of  wages  as  a  man  working  in 
the  city  of  Chicago.  Again  the  law  of  supply  and  demand  is 
overlooked,  and  disastrous  results  will  follow  therefrom. 

It  leads  us  to  ask:  "Whither  are  we  drifting?"  What  will 
be  the  result  if  initiative  on  the  ground  is  destroyed,  and  all 
matters  of  detail,  not  only  in  the  railroad  business,  but  all  other 
business,  are  to  be  under  the  supervision  of  government  boards? 
I  say  the  situation  is  deplorable,  if  not  ridiculous. 

3.  Railway  pay  cannot  be  reduced. — All  thoughtful  men  be- 
lieve in  a  living  wage.     The  cost  of  living  must  enter  into  all 
wage   fixing,    but    listen    to    these    figures:     The    United    States 
Bureau   of  Labor  recently   published   a   statement  to   the  effect 
that  the   average  cost  of  living  for   December,   1921,   was   47% 
higher  than  for  December,  1916. 

The  latest  statistics  of  the  Commission,  which  are  for  Sep- 
tember, 1921,  show  that  the  average  railway  wage  in  that  month 
was  61. 3c  per  hour  as  compared  with  27.8c  per  hour  in  Decem- 
ber, 1916,  an  advance  of  121%.  There  are  certain  classes  of 
railroad  employees,  notably  enginemen  and  trainmen,  where  the 
increased  percentage  of  wages  will  compare  favorably  with  the 
increased  percentage  of  living  costs,  but  a  great  many  other 
classes  show  a  much  greater  percent  in  the  increased  average 
wage,  as  follows: 

Car  inspectors   201% 

Switch   tenders    181% 

Air  brakemen    166% 

Car  repairers   157% 

Section  laborers   126% 

Boilermakers     100% 

Machinists     ' 91% 

Against  all  these  increased  wages  it  is  found  that  the  ton 
mile  freight  rate  September,  1921,  vs.  September,  1916,  showed 


an  increase  of  80%,  and  the  passenger  rate  per  passenger  mile 
showed  an  increase  of  53%. 

It  is  silly,  therefore,  to  say  that  with  the  cost  of  living  re- 
duced to  a  basis  of  45%.  wages  must  still  stand  for  certain 
classes  of  railroad  employees  from  100%  to  200%  greater  at 
this  time  than  in  1916. 

To  one  who  is  not  thoroughly  conversant  with  the  railroad 
labor  situation  as  it  is  today  under  the  regulation  of  the  Labor 
Board,  it  might  seem  that  standardization  of  labor  schedules 
under  such  arrangements  is  a  well  founded  medium  of  co- 
ordination between  the  railroads  and  their  employees.  But  to 
show  how  absurd  this  thing  is  I  will  cite  just  a  few  of  the  fea- 
tures of  these  regulations: 

(a)  In  order   to  renew  stay-bolts   in   a   locomotive   it  requires  the 
services   of    five    classes    of    workmen,    involving    nine    operations,    as 
follows: 

1.  Pipefitter  and  helper  to  remove  injector  and  other  pipes. 

2.  Machinist  and  helper  to  remove  injector. 

3.  Sheet  iron  worker  and  helper  to  remove  jacket. 

4.  Carpenter  to  remove  lagging  and  running  boards. 

5.  Boilermakers  to  remove  and  renew  staybolts. 

Engine  is  then  restored  to  operating  condition  by  re- 
verse of  first  four  processes,  whereas,  previously  the 
machinist  stripped  the  engine  and  the  boilermakers  renewed 
the  stay-bolts. 

(b)  Another  section    prohibits   machinists   from   taking  off   electric 
headlights. 

(c)  Another    section    prohibits    section    men    from    removing    dam- 
aged or  broken  parts  of  motor  cars  or  assisting  in  their  repair. 

(d)  Another   provides   that   as   long   as   employes   are    required   to 
perform  any  work  in  a  carpenter  locomotive  gang,  they  must  be  paid 
continuously  at  the  highest  rate  of  pay. 

(e)  Another  requires  that  a  freight  car  repairer  who  occasionally 
works   on   passenger  cars   must  be   paid   the  highest  rate  of  pay   con- 
tinuously. 

(f)  Another  section  provides  that  a  machinist  must  be  paid  over- 
time  when   transferring   from   a   night   to    day    shift,    even    when    such 
transfer  is  made  at  his  request  and  to  meet  his  convenience. 

The  railroads  have  been  obliged  to  pay  many  million  dollars 
per  year  because  of  rules  as  to  working  conditions,  for  which 
there  seems  to  be  no  justification  whatever  unless  the  policy  is 
accepted  that  by  artificial  regulation  a  particular  class  of  work- 
men are,  as  a  matter  of  right,  to  receive  a  compensation  out  of 
all  proportion  to  services  rendered. 

While  the  Labor  Board  appointed  under  the  transportation 
act  undoubtedly  recognizes  the  evil  inherent  in  these  rules  and 
has  already  modified  them,  so  long  as  such  rules  are  in  force, 
the  difficulties  in  reshaping  them  are  so  great  that  the  Board 
may  be  expected  to  hesitate  to  make  promptly  the  earnest  and 
comprehensive  effort  that  is  required  to  put  them  into  a  reason- 
able form  and  to  eliminate  all  their  apparent  absurdities. 

Is  it  not  clear,  therefore,  that  by  the  terms  of  present  legis- 
lation, regulation  is  carried  altogether  too  far  in  some  direc- 
tions? The  railroad  management  is  today  helpless  in  dealing 
with  its  men.  Its  hands  are  tied.  Is  it  not  certain  that  it 
should  be  at  once  restored,  in  part  at  least,  to  the  situation 
which  existed  before  the  days  of  federal  control,  when  the  man- 
agement and  men  settled  their  own  relation  by  negotiation  and 
conference? 

4.  Labor  leaders  claim  the  living  wage  should  be  computed 
on  a  family  of  five  and  a  minimum  wage  fixed  of  approximately 
$2,260   per   year. — This  assumes   that   there  is   only   one  worker 
for  every  five  persons  in  the  United  States,  which  is  a  fallacy, 
the  fact  being  that  the  average  is  two  workers  for  every  five 
persons.     The  proof  of  this  is  simple.     Divide  the  total  popula- 
tion of  approximately  105  million  by  the  number  gainfully  em- 
ployed in  this  country,  approximately  41,610,000,  and  you  get  2.52 
persons  per  wage  earner.    Consequently,  an  average  living  wage, 
according  to  the  figures  of  the  labor  leaders,  should  be  approxi- 
mately $1,000  per  year  instead  of  $2,260. 

5.  Railroad    rates    can    be    reduced    without    reduction    of 
wages. — An   employee   of  the  labor  union  makes   the  statement 
that  the  railroads  can  save  a  billion  dollars  a  year  by  avoiding 
waste   through   mismanagement.     At   the   present   time   the   ex- 
penses of  running  the  railroads  are  about  6,200  million  dollars 
a  year,  4  billion  of  it  going  to  wages,  leaving  2,200  million  for 
other  expenses,  so  that  in  order  to  save  the  one  billion  talked 
about  without  disturbing  the  payroll,  all  other  expenses  of  the 
railroads  will  have  to  be  cut  in  half.    Of  .the  2,200  million  dollars 
for  other  expenses  we  find  that  four-fifths,  or  1,760  million,  goes 
for  fuel,   material  and  supplies,  and   it  is  well  known  that  the 
railroads  do  not  pay  any  more  for  these  materials  and  supplies 
than  do  other  industries.    It  is  also  well  known  that  the  greater 
portion  of  the  cost  of  these  materials  and  supplies  goes  to  the 
labor  of  such   industries;    therefore,   the  railroad   labor  leaders 
are  quite  willing  to  see  all  other  wages  reduced  except  their 
own. 

6.  Railroads  are   over-capitalized. — We  hear  a  great  many 
silly  statements  that  the  railroads  are  over-capitalized,  and  on 
this  over-capitalization  the  Government  guarantees  5%%  as  net 
revenue  to  the  carriers.     The  railroad  books  show  the  cost  of. 
railroad   property   to   be   approximately  20   billion   dollars.     The 
Intestate  Commerce  Commission,  in  the  transportation  act,  fixed 
the  valuation  at  18,900  million  dollars,  or  approximately  $70,000 
per  mile,  as  compared  with  which  we  find  the  valuation  of  Ger- 
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man  railroads.  $129.534  per  mile;  Great  Britain  railroads,  $272,- 
138  per  mile;   Canadian  railroads.  $83,119  per  mile. 

Mr.  Plumb,  author  of  the  Plum  plan  of  operating  railroads, 
makes  a  statement  that  with  twenty-four  short  line  railroads 
aggregating  approximately  29.000  miles,  valued  at  an  average  of 
approximately  $35,000  per  mile,  the  valuation  of  all  the  railroads 
should  not  exceed  8.610  million  dollars  instead  of  18,900  millions 
fixed  by  the  Commission.  The  detailed  valuation  made  by  the 
Commission  included  more  than  the  twenty-four  railroads  as  used 
by  Mr.  Plumb,  but  it  did  not  suit  his  purpose  to  take  in  more 
than  twenty-four  of  the  short  lines  which  have  no  double  tracks 
or  expensive  terminals.  He  divides  this  29.000  miles  into  the 
total  of  265.000  miles  of  road  to  arrive  at  his  conclusions,  over- 
looking the  fact  that,  while  there  may  be  265.000  miles  of  line, 
there  Is  in  the  United  States  approximately  405.000  miles  of 
track. 

Chairman  Hall,  of  the  Commission,  before  the  Senate  com- 
mittee, was  asked  about  this  and  he  answered  Senator  Pom- 
merine  that  the  Commission  was  fully  justified,  from  all  the 
facts  be  had  in  his  possession.  In  placing  the  valuation  at 
18,800  million  dollars,  so  I  would  rather  take  the  word  of  Chair- 
man Hall,  of  the  Commission,  than  that  of  Mr.  Plumb. 

As  to  the  guaranty,  this  has  been  so  often  exploded  it  is 
hardly  worth  while  mentioning  it.  as  there  is  no  such  thing  in 
the  transportation  act;  simply  a  provision  that  if  the  railroads 
earn  over  5^4',  on  the  valuation  plus  'VI  for  improvements, 
such  earnings  shall  be  turned  back  to  the  government. 

7  No  more  railroad*  should  be  built.— If  this  is  true,  our 
great  and  glorious  United  States  has  reached  Its  maximum 
growth  in  population,  in  business  and  In  prosperity,  and  we  are 
going  back  to  the  stage-coach  and  the  dog-sled,  and  may  as  well 
give  the  country  back  to  the  Indians.  In  the  good  old  days 
from  1898  to  1909  we  built  each  year  approximately  4.800  miles 
of  railroad  per  year,  whereas  in  1921  we  built  only  475  miles. 
From  1»0«  to  1W»  we  built  an  average  of  170.772  cars  per  year 
and  In  1921  we  built  40.292  cars.  This  large  expenditure  by  the 
railroads  was  for  the  purpose  of  reaching  out  and  giving  to  tht- 
population  of  the  United  States  the  use  of  its  western  lands, 
and  because  of  such  construction  Kansas  City  and  many  other 

-  In  Oklahoma  and  Texas  have  gained  their  present  large 
growth.  Should  we  at  Kansas  City  sit  down  and  say  there  are 
no  further  developments  needed  in  railroad  construction?  la 
all  the  west  fully  supplied  with  rallorad  transportation?  If  so. 
we  are  asleep  at  the  switch.  Herbert  Hoover  says  thai  we 
ought  to  spend  a  billion  dollars  a  year  on  our  railroads  at  the 
prevent  time  In  Improvements,  additional  can  and  more  loco- 
motives, and  that  we  should  spend  this  amount  of  money  for 
at  least  five  years,  and  to  do  this  he  says  we  will  forget  all 
about  the  lack  of  foreign  trade,  but  will  bring  to  our  own  coun- 
try more  prosperity  than  would  two  billions  a  year  do  for  us 
by  loaning  such  money  to  foreign  countries  In  order  to  r>- 
foreign  trade,  as  all  this  money  spent  at  home,  and  which  Is 
needed,  would  restore  business  prosperity. 

\v  D.  Illnes.  who  Is  well  known  In  railroad  circles,  and 
followed  Mr.  McAdoo  in  the  Railroad  Administration,  also  says 
we  need  Immediately  the  expenditure  of  one  billion  dollars  a 
year.  The  railroads  should  prosper,  and  Mr.  Hoover  says  If 
Improvements  are  not  made  the  lime  Is  coming  when  shippers 
will  be  glad  to  pay  premiums  above  present  high  freight  rates 
In  order  to  get  their  traffic  moved  to  destination;  therefore,  a 
good  deal  of  the  cry  against  present  freight  rates,  in  my  mind. 
Is  silly  and  makes  us  stand  in  our  own  light. 

The  railroads  paid  In  1920  approximately  2.200  million  dol- 
lars for  fuel,  material,  and  supplies.  This  amount  of  money 
spent  In  the  United  States  was  a  tremendous  benefit  to  the 
business  of  the  United  States,  and  the  more  railroads  we  have 
the  greater  will  be  the  expenditure  In  our  own  country. 

Railroads,  to  be  prosperous,  must  not  only  earn  Interest  on 
their  bonded  Indebtedness,  but  must  also  earn  a  fair  rate  on  the 

ited  capital  represented  by  shares  of  stock.  You  cannot 
expect  Individuals  with  money  to  engage  In  an  enterprise  that 
only  might  earn  In  good  years  6';  and  in  poor  years  2Hr£.  as  la 
the  experience  of  the  railroads  for  1921,  and  If  Individuals  will 
not  put  their  money  into  the  railroads  how  are  we  going  to 
have  transportation  service,  as  I  do  not  believe  the  thinking 
citizens  of  the  United  States  want  government  ownership  or 
operation. 

8.  Railroads  are  owned  by  Wall  Street.  There  Is  no  com- 
pilation showing  how  many  people  In  the  United  States  and 
abroad  own  railroad  securities  of  the  linen  operatlne  In  the 
t'nited  States,  but  some  of  the  railroads  publish  this  informa- 
tion Th.-  Northern  Pacific  has  recently  Issued  a  statement 
showing  the  following*  facts  pertaining  to  that  lin. 

njwr   of   employe*   enniiK^d. . . .  3S.2II 

NnmtMT   of    Mix-kin. 

,:<       Um-llHlM-    : 

ji'Bt  ::::$«.s»»:7t4 

peJd  •  -    , . 

Inl.rem    paid  ,.    I2J3M3X 

There  are  approximately  1.800.000  railroad  employees- in  the 
United  States,  and  if  the  Northern  Pacific  figures  can  be  used 


as  a  guide,  possibly  twice  that  number  of  security  holders,  so 
that  the  statement  that  the  railroads  are  owned  by  Wall  Street 
is  silly. 

9.  The  reason  rates  are  kept  up  is  the  high  pay  to  railroad 
officials. — The  latest  statistics  on  this  subject  are  those  of  the 
Interstate  Commerce  Commission,  which  show  that  for  the  four 
months  ending  October  31.  1921,  59.47  cents  out  of  every  dollar 
spent  for  operating  expenses  of  the  carriers  went  to  wages  of 
officers  and  employees,  and  amounted  to  $903,661.000.  Of  this 
amount  $25,411.534,  or  approximately  1.7';  of  the  total  operating 
expenses  for  the  period  named,  went  to  executives  and  staff 
assistants.  It  is  figured  out  that  if  all  the  officers  worked  for 
nothing  railroad  rates  and  fares  could  not  be  reduced  much 
more  than  1 


RATE   DECISION  APRIL   1 

The  Tragic   H'orld   Washington   Bureau 

Commissioner  Esch,  appearing  for  the  Commission  March 
21  before  the  House  committee  on  interstate  and  foreign  com- 
merce on  S.  B.  848,  which  directs  the  Commission  to  require  the 
railroads  to  issue  mileage  books  at  just  and  reasonable  rates, 
said  the  Commission  had  just  begun  consideration  of  the  evi- 
dence and  argument  in  the  general  rate  investigation  with  the 
end  In  view  of  coming  to  a  conclusion  the  first  week  in  April. 

This  statement  was  made  by  Mr.  Esch  In  explanation  of  u 
statement  by  him  that  it  would  embarrass  him  to  reply  to  a 
question  by  Representative  Graham  of  Illinois.  Mr.  Esch  had 
just  asked  the  committee  to  consider  the  question  of  whether 
or  not  action  by  the  Commission  in  requiring  the  railroads  to 
sell  mileage  books  at  reduced  rates  would  make  it  difficult  for 
the  Commission  to  make  general  reductions  in  rates  for  iln> 
benefit  of  all.  Mr.  Graham  said  the  committee  would  like  to 
know  what  Mr.  Esch  thought  about  the  matter,  if  it  would  not 
embarrass  him  to  answer  the  question.  Mr.  Esch  then  said  ii 
would  embarrass  him  because  the  Commission  was  just  begin- 
ning consideration  of  the  issues  in  the  general  rate  case. 

Commissioner  Each,  who  suggested  that  the  committee  also 
consider  the  effect  on  railroad  revenues  of  the  proposed  legisla- 
tion, said  the  Commission  had  hoped  to  be  able,  if  possible. 
to  reduce  freight  and  passenger  rates  and  that  it  hoped,  if  and 
when  reductions  were  possible,  to  reduce  rates  in  such  manner 
"so  that  all  the  people  would  enjoy  them."  He  then  questioned 
the  advisability  of  requiring  by  legislation  reductions  for  a  spe- 
cial class. 

Mr.  Esch  said  It  was  the  opinion  of  the  law  division  of  the 
Commission  and  of  the  majority  of  the  Commission  that  the 
proposed  legislation  was  unconstitutional,  although  he  -*aid  th.- 
Commission  was  not  a  unit  with  regafd  to  the  bill.  He  cited 
the  decision  of  the  U.  8.  Supreme  Court  in  the  case  of  Lake 
Shore  vs.  Smith.  173  U.  S.  684,  wherein  a  state  mileage  book 
law  was  held  unconstitutional.  He  said,  however,  that  there 
was  a  question  of  policy  to  be  determined  by  Congress  and  that 
the  Commission  would  enforce  any  law  passed  and  leave  the 
Interpretation  to  the  courts.  He  suggested  that  the  bill  would 
destroy  contractual  relations  between  carriers,  pointing  out  that 
under  It  the  Santa  Fe  would  be  compelled  to  honor  a  mileage 
ticket  sold  by  the  B.  ft  O.,  although  there  would  be  no  contract 
between  those  carriers  to  handle  mileage  tickets. 

Senator  Polndexter,  of  Washington,  and  Representative 
Kahn.  of  California,  spoke  In  favor  of  the  bill.  There  were  a 
number  of  commercial  travelers  present. 

Hoke  Smith,  formerly  senator  from  Georgia,  appearing  for 
commercial  travelers,  urged  enactment  of  mileage  book  legisla- 
tion before  the  committee  March  22.  'He  said  he  believed  Issu- 
ance of  mileage  books  at  reduced  rates  would  result  in  stimula- 
tion of  business  and  Increased  revenue  for  the  railroads.  He 
took  the  view  that  the  commercial  traveler  really  developed 
traffic  for  the  railroads,  and  that  hta  status  was  different,  there- 
fore, from  that  of  the  general  public.  He  said  the  commercial 
Jjtmter  was  almost  "a  semi-employe  of  the  railroads." 

In  questioning  the  witness.  Representative  Webster,  of 
Washington,  said  that  he  believed  Commissioner  Esch,  In  tell- 
ing the  committee  that  mileage  books  Issued  under  the  Senate 
bill  would  not  be  good  for  travel  between  points  in  one  state, 
was  wrong  because  Congress  had  the  right  to  regulate  the  In- 
strumentalities of  interstate  commerce  and  that  Interstate  trains, 
when  passing  from  one  point  to  another  in  one  state,  would  have 
to  accept  the  mileage  book  tickets. 

Representative  Huddleston,  of  Alabama,  said  the  argument 
made  by  Mr.  Smith  In  behalf  of  the  commercial  traveler  wai 
similar  to  the  argument  always  made  In  behalf  of  any  special 
class  legislation.  Representative  Denison  of  Illinois  inquired  why 
a  coal  mine  operator  should  not  have  a  reduced  rate  If  he  could 
make  large  shipments.  Mr.  Smith  said  he  did  not  favor  fos- 
tering the  big  corporation  at  the  expense  of  the  smaller  dealers. 
Representative  Denixon  replied  that  the  commercial  traveler, 
does  not  travel  for  himself  but  for  big  concerns. 

Representative  Webster  said  there  was  a  difference  between 
freight  and  passenger  traffic,  because  the  passenger  train  must 
run  whether  empty,  half  full  or  full,  and  that  the  expense  of 
operation  was  the  same.  He  said  if  mileage  books  increased 
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travel,  the  result  would  be  an  Increase  in  revenues  for  the  rail- 
roads. 

Chairman  Winslow  wanted  to  know  whether  Mr.  Smith 
thought  that  absence  of  mileage  books  at  reduced  rates  had  in- 
terfered with  business.  The  witness  replied  he  had  been  so  ad- 
vised by  business  men,  that  is,  that  there  would  be  more  com- 
mercial travelers  on  the  road  if  special  rates  were  established 
and  that  thus  business  would  be  increased.  He  said  in  his  opin- 
ion the  bill  as  passed  by  the  Senate  was  constitutional. 

Samuel  Blumberg,  representing  the  National  Council  of 
Traveling  Men's  Associations,  appeared  before  the  committee 
March  23.  He  criticized  the  railroad  managements,  saying  they 
did  not  operate  the  roads  efficiently  and  economically.  In  this 
connection  he  condemned  the  practice  of  the  railroads  issuing 
passes  to  employes.  He  did  not  believe  that  that  was  "good 
business." 

He  submitted  the  usual  arguments  of  the  advocates  of  mile- 
age books  at  reduced  rates  that  the  issuance  and  sale  of  the 
books  would  stimulate  business  and  increase  the  revenues  of 
the  carriers. 

STATES  RIGHTS  COMMERCE  BILL 

The  Traffic   World   Washington  Bureau 

Senator  Ladd,  of  North  Dakota,  has  introduced  a  bill  (S.3290) 
"to  define  commerce  and  to  establish  when  an  article  or  com- 
modity is  in  interstate  commerce  and  when  subject  to  the  laws 
of  a  state,"  and  providing  that  the  act  shall  be  known  as  the 
"States  Rights  Commerce  Act."  The  measure  defines  intra- 
state,  interstate,  and  international  commerce,  the  first  relating 
to  shipments  between  points  wholly  within  a  state,  the  second 
to  shipments  from  a  point  in  one  state  to  a  point  in  another, 
and  the  third  to  shipments  from  a  point  in  one  nation  to  another 
nation.  v 

Sections  4,  5  and  6  of  the  bill  read  as  follows: 

Sec.  4.  That  no  article  of  commerce  within  a  state  shall  be 
deemed  to  be  in  interstate  commerce  or  subject  to  the  federal  con- 
trol or  jurisdiction  until  the  same  shall  have  been  loaded  for  ship- 
ment and  the  bill  of  lading  provided  for  its  transportation  beyond  its 
borders  of  the  said  state  and  until  such  time  it  shall  remain  sub- 
ject to  the  laws  of  the  state.  Any  article  or  product  shipped  from 
one  state  to  another  and  billed  to  its  destination  shall  cease  to  be 
treatefi  as  in  interstate  commerce  when  at  the  said  destination  it  is 
unloaded  or  removed  from  the  system  or  means  of  transportation 
employed  in  conveying  said  article  or  product  and  shall  then  be 
subject  to  the  provisions  of  the  state  laws. 

Sec.  5.  That  in  the  enforcement  of  this  act  each  state  of  these 
United  States  of  America  shall  have  full  and  complete  control  of 
the  supervision  and  regulation  of  its  intrastate  commerce  as  defined 
in  this  act,  and  the  government  of  these  United  States  of  America 
shall  have  full  and  complete  control  of  the  supervision  and  regula- 
tion of  interstate  commerce  as  defined  in  this  act. 

For  the  purpose  of  this  act  all  agencies  lawfully  established  by 
the  state  shall  have  full  authority  in  the  field  herein  prescribed  for 
them,  subject  to  the  review  of  courts  of  jurisdiction.  Such  agencies 
of  the  state  shall  include  public  utilities  and  railroad  commissions 
in  their  control  over  the  regulation  of  railroad  rates  and  other  public 
utilities  in  all  intrastate  transactions. 

Sec.  6.  That  any  law  or  laws  of  the  United  States  of  Amer- 
ica or/and  of  the  several  states  of  these  United  States  in  conflict 
with  the  provisions  of  this  act  are  hereby  repealed  and  annulled. 

Senator  Ladd  said  the  bill  was  intended  to  meet  the  situa- 
tion created  by  the  decision  of  the  Supreme  Court  in  what  is 
known  as  the  North  Dakota  grain  case  and  similar  cases.  In 
the  grain  case  the  court  held  that  the  state  had  not  the  power  to 
regulate  grading  and  inspection  at  the  country  elevators  because 
the  grain,  when  placed  in  such  elevators,  was  moving  in  com- 
merce between  the  states  and  that,  Congress  having  legislated 
for  the  regulation  of  grading  and  inspection  of  grain,  there  was 
no  place  for  the  state  law  to  operate. 

Enactment  of  the  bill,  it  is  pointed  out,  would  overturn  a 
long  line  of  cases  in  which  the  Supreme  Court  had  occasion  to 
pass  on  the  question  of  whether  a  given  article  or  a  particular 
transaction  was  or  was  not  in  interstate  commerce.  Among  those 
that  would  be  overturned,  it  is  believed,  are  the  Sabine  Tram 
and  Worthington  cases  and  the  original  package  cases  such  as 
the  Leisy  case. 

STATES  PROPOSE  AMENDMENTS 

The  Traffic   World   Washington  Bureau 

In  concluding  his  direct  testimony  before  the  House  com- 
mittee on  interstate  and  foreign  commerce,  March  17,  John  E. 
Benton,  general  solicitor  for  the  National  Association  of  Rail- 
way and  Utilities  Commissioners,  submitted  the  amendments 
which  the  state  commissions  will  urge  Congress  to  enact  into 
law.  The  amendments  are  along  the  lines  of  those  submitted 
to  the  Senate  committee,  but  are  not  identical  in  phraseology. 
The  proposed  amendments  follow: 

Section  1.  That  paragraph  (17)  of  section  1  of  the  interstate  com- 
merce act  as  amended,  be  amended  by  adding  thereto  the  following: 
"And  provided  further,  That  any  state,  by  action  of  its  appropriate 
regulatory  authorities,  may  make  reasonable  orders  and  regulations 
requiring  cars  within  its  borders  to  be  distributed  equitably  to  ship- 
pers desiring  to  make  shipments  therein,  without  regard  to  whether 
such  shipments  are  to  be  intrastate  or  interstate,  except  that  no  re- 
quirement shall  be  made  under  this  proviso  which  shall  conflict  with 
any  provision  of  this  act  or  with  any  lawful  order  of  the  Commission." 


Sec  2  That  section  1  of  said  act  be  further  amended  by  adding 
thereto'a  new  faragraph  as  follows:  "(25)  That  it  is  hereby  declared 
to  be  the  policv  ol  Congress  to  recognize  the  right  of  the  several 

68  to  exercise  full  and  final  jurisdiction  over  the  internal  com- 
merce of  said  states,  respectively,  and  over  the  rates  and  services 
applicable  to  the  transportation  of  the  same,  subject  only  to  the 
necessary  protection  of  interstate  commerce  provided  for  in  paragraph 
(4)  of  section  13  of  this  act." 

Sec.  3.  That  paragraphs  (3)  nnd  (4)  of  section  13  of  said  act  be 
amended  to  read  as  follows:  "(3)  Whenever  m  any  investigation  under 
the  provisions  of  this  act  there  shall  be  brought  in  issue  any  rate, 
fare,  charge  or  classification,  or  any  regulation  or  practice  with 
respect  to  rates,  made,  imposed,  or  required  to  be  kept  in  force  by 
authority  of  any  state,  the  Commission,  before  proceeding  to  hear 
and  dispose  of  such  issue,  shall  cause  the  state  or  states  interested  to 
l>o  notified  of  the  proceeding."  (The  remainder  of  this  paragraph 
i.l  aes  to  cooperation  between  state  and  federal  commissions,  which 
is  the  subject  matter  of  a  conference  to  take  place  between  such 
commissions  on  March  17.  It  has  been  thought  proper  to  withhold, 
for  the  immediate  present,  specific  recommendations  as  to  the 
remainder  of  this  paragraph,  but  a  concrete  suggestion  will  be  shortly 

"(4)  Whenever  in  any  such  investigation  the  Commission,  after  a 
full  hearing,  shall  find  that  the  imposition  or  keeping  in  force  of  any 
particular  rate,  fare,  charge  or  classification,  or  any  regulation  or 
practice  with  respect  to  rates,  made,  imposed,  or  required  to  be  kept 
in  force  by  any  state,  constitutes  a  discrimination  within  the  inhibi- 
tion of  this  act,  which  cannot  be  removed  in  the  manner  contem- 
plated by  this  paragraph  (3)  of  this  section,  it  may  prescribe  the  rate, 
fare  or  charge,  or  the  maximum  or  minimum,  or  maximum  and  mini- 
mum, thereafter  to  be  charged,  and  the  classification,  or  regulation 
or  practice  with  respect  to  rates,  thereafter  to  be  observed  by  the 
carrier  or  carriers  theretofore  found  to  have  discriminated,  in  such 
manner  as,  in  its  judgment,  will  remove  such  advantage,  preference, 
prejudice  or  discrimination,  and  such  carrier  or  carriers  shall  there- 
after observe  the  same,  while  the  order  of  the  Commission  continues 
in  effect,  the  law  of  any  state,  or  the  decision  or  order  of  any  state 
authoiity  to  the  contrary  notwithstanding;  Provided,  That  no  rate, 
fare,  charge,  or  classification,  or  any  regulation  or  practice  with 
respect  to  rates,  in  intrastate  commerce,  made  or  imposed  by  author- 
ity of  any  state,  shall  be  changed  or  set  aside  unless  the  same  shall 
!>•  found,  from  competent  evidence,  to  injure  a  person  or  persons, 
or  a  locality  or  localities,  engaged  in  interstate  commerce,  to  such  an 
extent  as  seriously  to  diminish  the  business  of  such  person  or  persons, 
or  seriously  to  retard  the  growth  and  development  of  such  locality 
or  localities,  and  unless  the  same  shall  also  be  found,  from  competent 
evidence,  to  be  unreasonable  under  the  traffic  and  transportation  con- 
ditions existing  in  such  state,  and  under  honest,  efficient  and  econom- 
ical management  and  operation;  Provided  further,  That  whenever  the 
Commission  shall  make  any  order  requiring  any  such  rate,  fare, 
charge,  classification,  regulation  or  practice  to  be  set  aside  or 
changed,  or  shall  make  any  order  prescribing  any  rate,  fare,  charge, 
classification,  regulation  or  practice,  for  intrastate  application,  it  shall 
make  a  report  of  the  facts,  from  the  evidence  in  the  record,  upon 
which  it  bases  the  findings  heretofore  provided  for;  And  provided 
further,  That  no  order  of  the  Commission,  made  under  the  authority  of 
this  paragraph,  prescribing  any  rate,  fare,  charge,  classification,  regu- 
lation or  practice  with  respect  to  rates  shall  operate  to  prevent  the 
exercise  by  any  state  of  its  regulatory  power  with  respect  thereto  for 
a  longer  period  than  two  years  from  the  date  when  said  order  shall 
have  become  effective,  or  for  such  shorter  period  as  the  Commission 
may  prescribe." 

Sec.  4.  That  paragraph  (4)  of  section  15  of  said  act  be  amended 
by  adding  thereto  the  following:  "Provided,  however,  That  the  Com- 
mission shall  have  no  jurisdiction  under  paragraph  (4)  of  section  13 
of  this  act,  or  under  any  other  section  hereof,  to  make  any  order 
respecting  any  intrastate  rate,  fare,  charge,  classification,  or  practice 
of  any  street,  suburban  or  interurban  electric  railroad,  unless  such 
railroad  shall  be  engaged  in  the  general  transportation  of  carload 
freight,  which  it  interchanges  in  its  own  .cars  with  connecting  lines 
without  transfer." 

Sec.  5.  That  section  15  (a)  of  the  interstate  commerce  act,  as 
amended,  be,  and  the  same  is  hereby,  repealed. 

JANUARY  RAILWAY  REVENUE 

The  Traffic   World   Washington  Bureau 

The  Commission's  summary  of  the  operating  revenues  and 
expense's  of  200  class  I  steam  roads,  including  15  switching  and 
terminal  companies,  for  January,  1922,  has  been  made  public. 

The  Commission's  report  shows  a  net  railway  operating  in- 
come for  the  United  States  of  $29,476,422  and  an  operating  ratio 
of  85.4  in  January,  1922,  compared  with  an  income  for  January, 
1921,  of  $1,525,630  and  an  operating  ratio  of  95.01. 

In  the  eastern  district  the  income  was  $16,645,146  and  the 
operating  ratio  84.68  in  January,  1922,  compared  with  a  deficit 
of  $2,072,372  and  an  operating  ratio  of  96.20  for  the  same  month 
in  1921. 

In  the  southern  district,  exclusive  of  the  Pocahontas  region, 
the  net  in  January,  1922,  was  $4,514,387  and  the  operating  ratio 
84.62  compared  with  a  net  of  $1.627,496  and  an  operating  ratio 
of  92.26  in  the  corresponding  month  of  the  preceding  year. 

In  the  western  district  the  income  was  $5,772,419  and  the 
operating  ratio  87.31  in  the  first  month  of  this  year  compared 
with  a  deficit  of  $18,247  and  an  operating  ratio  of  92.72  in  the 
corresponding  month  of  1921. 

In  the  Pocahontas  region,  reported  separately,  the  incoms 
for  January  of  this  year  was  $2,544,470  and  the  operating  ratio 
77.61,  as  compared  with  an  income  of  $1,988,753  and  an  operating 
of  86.21  in  the  corresponding  month  of  the  preceding  year. 

The  Association  of  Railway  Executives  has  issued  the  fol- 
lowing statement  on  January  revenues  and  expenses: 

The  railroads  of  the  United  States,  according  to  reports  just  filed 
with  the  Interstate  Commerce  Commission,  had  a  net  operating  in- 
come in  January  of  $29,604,000  which,  on  the  basis  of  their  tentative 
valuation,  would  be  at  the  annual  rate  of  return  of  2.60  per  cent 
compared  with  $51.588,00  or  3.4  per  cent  in  December. 

The  net  operating  income  for  the  month  lacked  $38,783,000  of 
reaching  the  amount  necessary  to  have  enabled  the  carriers  to  earn  a 
6  per  Cfent  return.  The  tabulations  are  based  on  reports  from  two 
hundred  railroads  representing  a  total  mileage  of  235,389  miles. 

Operating   revenues    In    January    totaled    $394,941,500,    which    was 
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1C  per  cent  leas  than  In  January.  1921,  while  their  operating  ex- 
penses amounted  to  (337.141.000  or  23.7  per  cent  less  than  during  the 
•ante  month  one  year  ago. 

While  the  reports  showed  that  the  freight  revenue  declined  nearly 
15  per  cent  in  January  compared  with  that  month  last  year,  freight 
traffic  fell  off  only  approximately  9  per  cent.  This  spread  between 
the  drop  In  freight  revenues  and  traffic  was  due  to  the  fact  that 
the  receipts  for  carrying  a  ton  of  freight  one  mile  are  now  some- 
what less  than  In  January.  1921.  due  to  rate  reductions  that  have 
been  made  by  the  railroads.  In  the  first  week  of  January  this  year 
the  railroads  put  Into  effect  a  voluntary  reduction  of  10  per  cent  in 
the  rates  on  agricultural  products,  while  In  the  same  month  a  re- 
duction ordered  by  the  Interstate  Commerce  Commission  and  amount- 
Ing  to  approximately  IS'i  per  cent  was  placed  In  effect  on  bay  and 
grain  In  the  Western  District.  These  two  reductions.  It  Is  estimated 
will  reduce  the  operating  revenues  of  the  carriers  by  about  $75,- 
000.000  annually. 

The  Increase  In  the  net  operating  Income  In  January,  however, 
over  the  same  month  one  year  ago  when  It  was  only  I1.321.1S3  Is 
due  In  a  large  part  to  Increased  efficiency  and  economy  In  the  opera- 
tion of  the  railroads. 

Comparisons  show  that  74  railroads  had  operating  deficits .  in 
January — 26  in  the  Eastern.  11  In  the  Southern  and  37  in  the  Western 
Districts — compared  with  88  In  December  and  107  In  January,  1921. 

Maintenance  expenditures  during  the  month  totaled  $142.047,5)1,  a 
decrease  of  142.784.800  or  23  per  cent  compared  with  those  during  the 
same  month  the  previous  year.  The  greatest  reduction  was  In  the 
Eastern  District  where  the  expenditures  totaled  ${9.148.000  or  24.4 
per  cent  less  than  in  January.  1)21.  The  Southern  District  reported 
a  decrease  of  21.2  per  cent  and  the  Western  District  22.2  per  cent. 

Complete  reports  except  for  the  Detroit.  Toledo  A  Ironton  Rail- 
road showed  that  the  carriers  In  the  Eastern  District  In  January 
had  operating  revenues  of  $19t,140.MO.  a  reduction  of  15.3  per  cent 
compared  with  the  name  month  the  year  before,  while  their  operating 
expenses  totaled  1 1C4.96M63.  which  was  a  reduction  of  25.1  per  cent 
compared  with  January.  1)21.  Their  net  operating  Income  was 
$19.314.400  compared  with  an  operating  deficit  of  $99.70<  In  January 
the  year  before.  The  net  operating  Income  for  the  month  was  at 
the  annual  rate  of  return  of  4  per  cent,  but  fell  short  $9.833.500  of 
a  (  per  cent  return. 

The  railroads  In  the  Southern  District,  according  to  complete 
reports  Hied  with  the  Commission,  had  operating  revenues  «f  $51.810.- 
800.  a  decrease  of  16.1  per  cent  compared  with  January.  1)11.  Operat- 
ing expenses  for  those  carriers  totaled  $43.«39.SOO.  a  redaction  of 
22.«  per  cent  compared  with  the  same  month  the  previous  year,  whll.- 
their  net  operating  Income  was  I4.S14.1S7  compared  with  tl.«27.49« 
during  the  previous  January.  This  was  at  the  annual  rate  of  return 
of  2.4)  per  cent,  but  M.MltOO  below  a  •  per  cent  return  on  their 
tentative  valuation. 

With  the  Kansas  City  Terminal  Company  atone  missing,  th.- 
operating  revenues  for  the  carriers  In  the  Western  District  amounted 
to  |14<.)89.)00.  a  reduction  of  17.1  per  cent  compared  with  January. 
1)21.  while  their  operating  expenses  totaled  tl2t.lll.800.  a  decrease 

M  per  cent  compared  with  the  same  month  the  year  before. 
Their  net  operating  Income  totaled  tS.TT&.OM  compared  with  an  operat- 
ing deficit  of  14.107  in  January.  1)21.  This  amount  which  Is  nt  th- 
annual  rate  of  return  of  only  1.21  per  cent  fell  t22.78S.tOO  short 
of  the  amount  contemplated  to  be  earned  under  the  transportation 
act. 


FEDERAL    AND    STATE    CO-OPERATION 

Tkt  Tnfe   W»rU   W*itu*gtf*  Burtfu 

Various  phases  of  the  relationship  between  the  Commission 
and  the  state  commissions  relative  to  the  regulation  of  Intra- 
Mate  commerce  were  discussed  at  the  conference  March  17  be- 
tween the  members  of  the  committees  representing  the  Corn- 
on  and  the  state  commission*.  An  agreement  wa«  entered 
into  that  nothing  would  be  said  for  publication  and  Chairman 
McChord  and  the  state  commissioners  declined  to  discuss  the 
conference.  No  arrangements.  It  to  understood,  were  made  for 
another  conference,  but  negotiations  probably  will  be  carried  on 
from  time  to  time.  It  was  pointed  out  that  no  agreement  could 
be  expected  to  result  from  one  conference. 

John  K  Renton.  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  submitted  to  the  House 
committee  on  Interstate  and  foreign  commerce  the  correspond- 
ence between  Chairman  McChord  and  President  Jackson  rela- 
tive to  the  conference  and  dlseMssd  the  conference  before  the 
committee.  The  views  expressed  by  him  may  be  said  to  reflect 
the  attitude  of  the  state  commissions  In  the  matter.  He  said: 

What  will  come  out  of  this  conference  we  do  not  know,  but  as  the 
ipondence   will   show.    th.  that    Invitation    has 

been  in  Has)  with  the  con*i»t«-nt  attitude  of  the  state  commission*. 
••see  prior  to  the  trans  portn'  The  letter,  we  hope  and  l- 

lleve.  Indictae*  a  different  attitude  on  the  part  of  the  C<miinl«sion 
from  what  we  have  found  before,  rhalrmnn 

man   of   the    ( •oramlsston    at   th-    n-  conference    that    I    ' 

'  'January  22.  1)21)  nor  was  he  on  the  committee  with  w 

of  state  commissioners  conferred.     It  mnnot 

possible    that    anything   which    will    cure    th"    situation    whlrii    ha* 
laid  before  jro  out  of  agreement*.     The  reason  lor  It 

you  have  Men  In  the  facts  which  I  have  put  before  you  prevloinh 
The  law  IK  In  such  shape  that  the  carriers  are  under  no  obliga- 
tion to  pre»ent  applications  for  Increases  to  the  *tate  authorities.    It 
t-een  »o  ruled  by  the  Comml**km  and  confirmed  by  the  Supreme 
' — Inferentlally   In   the   New  York  case  and  clearly  and   explicitly 
In  other  cases.    So  that  the  situation  Is  a  hopeless  one  so  far  a*  curing 
It  Is  concerned  and  to  what  extent   It  can  be  ameliorated  hy  the  con- 
not  know  ^position  of  the  executive  commit- 

tee, who  have  met  to  consider  the  request,  is  to  sit  down  about  the 
table,  as  we  have  wavested  before,  and  see  whether  anything  nt  all 
helpful  can  be  arrived  at. 

PUBLICATION    OF    CUMMINS    INQUIRY    EVIDENCE 

lias  adopte<!  a  resolution  offered  by  Senator 
Kendrick.  of  Wyoming,  providing  for  the  printing  of  2,500  copies 
of  volume  4  of  the  testimony  befon-  the  Senate  Interstate  com- 
merce committee  in  the  Cummins  Investigation.  This  volume 


contains  the  testimony  of  Messrs.  McAdoo  and  Hines  and  a 
large  demand  for  it  has  resulted,  it  is  said,  from  local  railroad 
unions  being  urged  to  send  for  copies.  Mr.  Kendrick  first  asked 
that  volume  3,  which  contains  the  testimony  of  Frank  J.  Warne, 
consulting  economist  for  the  operating  brotherhoods,  also  be 
Included,  but  he  found  that  the  cost  would  exceed  the  amount 
fixed  by  law  in  such  cases.  The  cost  of  printing  the  2,500  copies 
of  volume  4  will  be  $414.80,  Mr.  Kendrick  said.  Senator  Cum- 
mins said  he  would  not  object  to  the  resolution  but  he  wished 
to  point  out  that  if  copies  of  one  volume  of  the  testimony  were 
printed  demands  would  come  for  similar  treatment  of  copies  of 
other  volumes.  He  said  the  testimony  as  a  whole  was  volumi- 
nous and  that  it  would  cost  a  considerable  sum  to  print  all  of  it. 


REVENUE  FREIGHT  LOADING 

Tkt  Traffic   World   Washington  Bureau 

Revenue  freight  loading  the  week  ended  March  11  totaled 
829,128  cars  as  compared  with  803,255  cars  in  the  preceding  week, 
and  700.440  and  819.329  cars  in  the  corresponding  week  of  1921 
and  1920,  respectively,  according  to  the  weekly  report  of  the  car 
service  division  of  the  American  Railway  Association. 

Part  of  the  Increase  as  compared  with  the  preceding  week 
was  due  to  coal  loading  which  jumped  from  196,639  to  204,568 
can.  Loading  of  merchandise,  L.  C.  L..  increased  from  231,433  to 
236.244  cars,  and  miscellaneous  from  236,762  to  248.469  cars. 
Loading  of  grain  and  grain  products  dropped  from  49,520  cars 
to  45,160  car*. 

Loading  by  districts  in  the  week  ended  March  11  and  in  the 
corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  8.512  and  6,066; 
live  stock.  2.882  and  2.439;  coal,  54,551  and  41.172;  coke,  1,908 
and  915;  forest  products.  4.898  and  6,612;  ore,  919  and  948;  mer- 
chandise, L.  C.  C.,  67.734  and  52.549;  miscellaneous.  67,726  and 
55,527;  total.  1922.  209.130;  1921,  166,228;  1920.  192,685. 

Allegheny  district:  Grain  and  grain  products,  2,645  and 
1,939;  live  stock.  2,525  and  2.605;  coal,  57.652  and  42,235;  coke. 
4.128  and  4.178;  forest  products.  2.408  and  2,556;  ore,  1,386  and 
1.574;  merchandise,  L.  C.  L..  60.147  and  40.437;  miscellaneous, 
52,787  and  45.907;  total.  1922.  173.578;  1921,  141,430;  1920, 
176,801. 

Porahontas  district:  Grain  and  grain  products,  226  and 
1.16;  live  stock,  74  and  76;  coal,  26.417  and  13,234;  coke.  232  and 
169;  forest  products.  1,100  and  1,339;  ore,  15  and  10;  merchan- 
dise. L.  C.  L.,  6.931  and  4.973;  miscellaneous,  3.555  and  3,217; 
total.  1922.  37.649;  1921,  23.173;  1920,  33,611. 

Southern  district:  Grain  and  grain  products,  3,727  and 
3.229:  live  stock.  2.341  and  1.982;  coal  26.109  and  17.134:  coke. 
520  and  563;  forest  products,  15,711  an(f  13.813;  ore,  652  and  925; 
merchandise.  L.  C.  L..  37.979  and  36.267;  miscellaneous,  41,270 
and  38.177;  total,  1922.  128,209;  1921.  112.090;  1920,  126,302. 

Northwestern  district:  Grain  and  grain  products,  12.706  and 
10.464;  live  stock.  9.308  and  8.513;  coal.  10.623  and  6.021;  coke. 
1.249  and  1.010;  forest  products.  15.460  and  16,542;  ore,  617  and 
866;  merchandise,  L.  C.  L.,  "'..<•••  and  25,327;  miscellaneous,  29,- 
812  and  28.667;  total.  1922,  106.981;  1921,  96,410;  1920,  112,773. 

Central  Western  district:  Grain  and  grain  products,  11,763 
and  11.505;  live  stock.  10.354  and  10.032:  coal.  23.521  and  13.646: 
coke,  314  and  168;  forest  products,  4,359  and  4.352;  ore,  952  and 
2.248;  merchandise,  L.  C.  L..  31.237  and  30.327;  miscellaneous, 
31.402  and  31,338;  total.  1922.  113.902;  1921.  103,606;  1920.  115,029. 

Southwestern  district:  Grain  and  grain  products,  5,582  and 
4.869;  live  stock,  2,446  and  1.726;  coal.  6.795  and  3.477;  coke,  179 
and  99;  forest  products.  7,184  and  6,063;  ore,  666  and  426;  mer- 
chandise. L.  C.  L.,  16.010  and  16.831;  miscellaneous,  21,917  and 
24,822;  total.  1922.  69.779;  1921,  57.603;  1920.  62.128. 

Total,  all  roads:  Grain  and  grain  products.  45.160  and  38.- 
228;  live  stock.  29.930  and  27,372;  coal.  204,668  and  135,919;  coke. 
8.530  and  7.092;  forest  products.  51.120  and  51.266;  ore.  5,107  and 
.4MVC  merchandise.  L.  C.  L..  236.244  and  206,711;  miscellaneous, 
248.469  and  226,856;  total.  1922,  829,128;  1921,  700,440;  1920, 
819,329. 


REVENUE   TRAFFIC   STATISTICS 

Freight  revenue  In  1921  totaled  $3.906,599,251  as  against 
$4.312.139.907  In  1920.  according  to  revenue  traffic  sutlslies  of 
Class  1  roads  made  public  by  the  Commission  March  18.  Tl» 
revenue  per  ton-mile  In  1921  was  12.74  mills  as  against  10.52 
mills  In  1920. 

Revenue  tons  carried  one  mile  totaled  306.755.332,000  In 
1921  as  against  409.994.739.000  in  1920.  Revenue  tons  carried 
totaled  1,642,251.000  in  1921  as  against  2,213.827.000  In  1920. 

In  December  freight  n-v<-nu.  totaled  $287.687,935  as  againM 
$384.829.378  In  December,  ifii'n.  The  revenue  per  ton-mile  wan 
12.37  mills  in  December  as  against  12.17  mills  in  December,  1920. 

Revenue    tons    carried    one    mile    totaled    23,251,927,000    In 

•  mber  as  against  31.612.633.000  in  December,  1920.  Revenue 
tons  carried  totaled  121.095,000  In  December  as  against  172,- 
587,000  In  December,  1920. 


660 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  12 


SALT  FROM  LA.  MINES 

The   Traffic   World   Washington  Bureau 

The  Commission,  on  the  application  of  the  railroads  and 
the  Louisiana  rock  salt  interests,  has  reopened  I.  and  S.  No. 
1398,  salt  from  Louisiana  mines  to  Chicago,  St.  Louis  and  inter- 
mediate main  points.  In  its  report  and  order  in  that  case  the 
Commission  forbade  the  Southern  Pacific  and  the  Illinois  Cen- 
tral to  make  a  rate  of  $4.20  a  ton  on  rock  salt  from  the  Louisiana 
mines  to  northern  packing  house  centers.  It  put  its  condemna- 
tion in  language  that  indicated  to  those  reading  it  that  the 
Commission  deemed  itself  authorized,  by  the  changes  in  the  law 
in  1920,  to  exercise  a  supervision  over  rates  necessary  to  pre- 
vent carriers  dissipating  their  revenues  by  making  needlessly 
low  rates. 

A  challange,  on  constitutional  grounds,  is  contained  in  the 
application  for  further  proceedings,  filed  by  Fred  H.  Wood  and 
R.  V.  Fletcher,  attorneys  for  the  systems  proposing  to  cut  the 
rate  so  as  to  put  the  Louisiana  salt  into  Chicago  at  rates  which 
pastern  lines  and  eastern  salt  producers,  at  the  hearing  and 
argument,  contended  were  lower  than  they  could  afford  to 
make.  The  eastern  salt  producers  took  the  position  that  if 
the  rates  from  Louisiana  were  reduced  their  rates  should  also 
come  down,  but  in  a  general  way  they  supported  the  fight  of 
the  eastern  carriers  against  a  reduction. 

"Consciously  or  not,  the  effect  of  the  report  and  opinion  of 
the  Commission,  and  the  order  accompanying  it,  is  to  say  to 
the  Louisiana  salt  mines,  'you  shall  not  sell  in 'Chicago,'  and 
to  say  to  the  transportation  lines  serving  such  mines,  'You 
shall  not  transport  salt  to  Chicago,'  "  said  Wood  and  Fletcher  in 
their  argument  for  a  reopening  of  the  case.  "Such  a  fiat  is 
clearly  beyond  the  legitimate  functions  of  the  Commission  and 
an  arbitrary  invasion  of  the  property  rights  both  of  the  carriers 
and  of  the  Louisiana  salt  mines  guaranteed  by  the  constitution 
of  the  United  States." 

Throughout  their  petition  for  further  proceedings  and  in 
their  argument  thereon  Wood  and  Fletcher  dwell  on  what  they 
have  made -the  constitutional  feature  of  the  matter.  They  con- 
tend all  findings  of  the  Commission  other  than  that  based  on 
fourth  section  departures  are  without  foundation  of  record  and 
hence  null  and  void.  As  to  the  fourth  section  departures  they 
contended  they  were  inadvertences  which  they  gladly  said,  at 
the  argument,  they  would  remove  by  limiting  the 'application  of 
the  lowered  rates  to  such  routes  as  would  not  bring  them  into 
conflict  with  that  part  of  the  law,  adding  they  had  had  no 
intention  to  disregard  that  part  of  the  statute.  They  called 
attention  to  the  fact  that  the  law  says  the  powers  of  the  Com- 
mission, in  suspension  cases,  shall  be,  as  to  a  suspended  rate, 
the  same  as  the  powers  as  if  the  rates  had  been  in  effect  and  a 
formal  complaint  were  made  against  them. 

In  their  petition  for  re-argument  and  modification  of  the 
report  and  order,  Messrs.  Fletcher  and  Wood  said: 

1.  The  Commission  erred  in  finding  that  the  suspended  tariff  was 
unlawful   in   any   respect   other  than   the   departures   from   the   fourth 
section    thereby    created,    which    departures    respondents     say    were 
entirely    inadvertent    and    which    they    express    their    willingness    to 
remove    by   appropriate    tariff    provisions. 

2.  The   report   and    opinion   of   the   Commission   is   defective   and 
insufficient  in  that  it  fails  to  point  out  in  what  respects  the  proposed 
rate  is  unlawful   and   thereby  deprives  the  respondents  of  their  right 
to  remove  the  assumed   illegality   resulting  therefrom   and   by   reason 
of   the   omission   to   specify   the   particulars   in   which   said   rate   is   in 
violation  of  the   act  to   regulate   commerce,   does   not  conform   to  the 
requirements  of  Section   15  of  the  act  to  regulaate  commerce,  which 
provides   that   in   suspension    proceedings   the   order   of  the   Interstate 
Commerce   Commission   therein   shall   be   such   as  would   be   proper  in 
a  proceeding  initiated  after  it  had  become  effective.     The  report  and 
opinion  of  the  Commission  in  failing  to  specify  in  what  respects  the 
said  rate  is  unlawful  and  in  thereby  failing  to  afford  to  the  respon- 
dents an  opportunity  to  remove  said  assumed  illegality  is  in  excess  of 
the    powers    conferred    upon    the    Interstate    Commerce    Commission. 
In   effect   this   report   and  order   constitutes   an    arbitrary   exercise   of 
power,   since   by   it  the  Commission  has  assumed   unwarranted  mana- 
gerial functions  not  conferred  upon  the  Commission  by  any  provision 
of  the   act   to  regulate  commerce.     In  this   respect  the  action  of  the 
Commission  violates  the  fifth  aamendment  to  the  Constitution  of  the 
United   States,   in   that   it   deprives   the   defendants   of   their   property 
without   due   process  of  law. 

In  answer  to  the  assumption  that  section  15a  gives  the 
Commission  practically  the  power  of  a  guardian  over  the  rail- 
roads and  their  revenues,  the  attorneys  for  the  railroads  said: 

Railroads  are  private  property  although  subject  to  public  regula- 
tion. The  extent  of  such  regulation  and  the  powers  of  the  Commis- 
sion thereunder  are  those  set  forth  in  the  act  to  regulate  commerce. 
Subject  only  to  the  prohibitions  therein  contained  and  to  the  adminis- 
trative functions  of  the  Commission  clearly  delegated  by  said  act. 
the  respondents  as  the  owners  of  private  property  are  entitled  to 
the  full  enjoyment  of  the  rights  of  ownership,  including  the  use  of 
said  property  for  the  development  of  their  commerce  and  the  increase 
of  their  earnings  free  form  governmental  interference,  and  the 
report  and  order  of  the  Commission  herein  in  finding  the  suspended 
rate  to  be  unlawful  without  declaring  in  whnt  respects  it  is  unlawful 
constitute  a  deprivation  of  the  property  of  the  respondents  without 
due  process  of  law. 

In  commenting  on  the  advice  of  the  Commission  to  all  the 
railroads  and  shippers  interested  in  rates  on  salt  from  the  com- 
peting points  of  origin  that  they  should  get  together  and  agree 
upon  a  relationship  of  rates,  the  Southern  Pacific  and  Illinois 
Central  attorneys  said: 


It  Is  no  doubt  desirable  that  producers,  consumers  and  earners 
interested  in  the  movement  of  any  commodity  produced  in  different 
sections  of  the  country  should  agree  upon  a  rate  relationship  satis- 
factory to  all.  Failure  or  inability  so  to  agree,  however,  does  not 
render  unlawful  rates  established  by  carriers  whose  sole  interest 
is  in  a  single  producing  field,  of  a  rate  which  will  permit  the  pro- 
ducers therein  to  compete  with  other  producers  in  important  con- 
suming markets,  even  though  such  rates  or  the  competition  thereby 
engendered  may  be  distasteful  to  such  competing  producers.  The 
implied  suKKostion  that  the  rates  from  Louisiana  should  be  adjusted 
in  conference  by  agreement  witli  New  York  and  Michigan  producers 
is  tantamount  to  saying  that  Ixniisiana  mines  may  be  permitted  to 
participate  in  the  Chicago  market  only  on  terms  agreeable  to  its 
competitors,  who  do  not  want  them  there.  It  is  quite  clear  from 
the  attitude  of  New  York  and  Michigan  producers  in  this  case  that 
if  the  establishment  of  a  rate  from  Louisiana  which  will  permit  the 
sale  of  Louisiana  salt  in  Chicago  is  dependent  upon  the  consent  of 
New  York  and  Michigan  producers  no  such  rate  may  ever  be  estab- 
lished. The  suggestion  that  relative  distance  should  be  considered 
is  likewise  equivalent  to  a  suggestion  that  Louisiana  should  have  no 
right  to  market  its  surplus  production  in  Chicago.  Furthermore, 
it  is  not  in  the  public  interest  that  producers  be  put  In  control  of 
transportation  rates  in  such  a  way  as  to  create  monopolistic  condi- 
tions by  division  of  territory  or  by  the  exclusion  of  certain  producers 
from  given  markets  solely  in  the  interest  of  other  producers  and 
at  the  cost  of  the  consuming  public,  which  the  record  shows  has 
been  the  result  of  shutting  the  Louisiana  mines  out  of  Chicago. 
The  nation  is  committed  to  the  private  management  and  operation 
of  railroads  under  public  regulation  which  will  insure  to  the  public 
all  of  the  benefits  of  private  initiative  and  management,  and  at  the 
same  time  protect  the  public  from  unlawful  activities  upon  the  part 
of  the  carriers.  There  is  a  widespread  demand  for  reduction  in 
transportation  charges  wherever  the  same  may  be  made  without 
injustice  to  the  railroads.  The  National  policy  is  also  opposed  to 
monopoly  and  in  favor  of  competition  in  industry.  It  also  looks 
to  the  fullest  possible  development  of  our  national  resources.  The 
record  shows  that  the  consuming  territory  tributary  to  the  Louisiana 
mines  is  relatively  small  and  that  distant  markets  must  be  sought 
if  such  mines  aYe  to  be  developed  and  worked  profitably.  It  also 
appears  that  the  competition  of  Louisiana  salt  is  beneficial  to  Chicago 
users  and  consumers  and  has  resulted  in  reduced  prices.  The  traffic 
officials  of  the  respondents  believing  that  by  the  establishment  of 
this  rate  a  necessary  outlet  may  be  found  for  the  Louisiana  mines 
whose  tributary  territory  is  thus  circumscribed  and  that  a  beneficial 
result  will  accrue  to  the  public  though  the  increase  of  competition 
at  Chicago,  and  through  the  making  of  such  outlet  and  the  creation 
of  such  competition  additional  traffic  will  be  developed  for  their  lines, 
have  sought  to  make  these  reduced  rates,  the  propriety  of  whose 
making  has  been  protested  only  by  competing  producers  seeking  to 
monopolize  the  Chicago  market  for  their  own  benefit  and  by  the 
lines  serving  them  seeking  to  hold  to  their  own  lines  100  per  cent 
of  the  Chicago  traffic.  By  its  report  and  opinion  the  Commission 
has  in  effect  said  to  the  Louisiana  producers.  "You  shall  not  have 
the  benefit  of  a  distant  market  necessary  for  the  successful  opera- 
tion of  your  mines";  to. the  Chicago  consumers,  "You  shall  not  have 
the  benefit  of  reduced  prices  resulting  from  this  competition,  although 
respondents  are  willing  to  afford  such  benefit  to  you  through 
reduction  in  transportation  charges";  and  to  the  respondent  car- 
riers, "You  shall  not  participate  in  this  traffic."  It  is  respectfully 
submitted  that  such  action  upon  the  part  of  the  Commission  is  not 
only  the  assumption  of  power  which  it  does  not  possess,  but  contrary 
to  the  spirit  inherent  in  all  of  our  laws  regulating  trade  and  com- 
merce, and  to  the  orderly  processes  of  economic  readjustment  now 
so  necessary  for  the  resumption  of  normal  business  activities.  It  is 
also  respectfully  suggested  that  the  action  of  the  Commission  is  con- 
trary to  the  fundamental  purpose  of  Congress  to  preserve  to  (he 
full  the  benefits  of  private  initiative  and  management  in  the  operation 
of  our  railroads.  In  the  past  one  of  the  chief  benefits  of  such  private 
initiative  has  been  the  development  of  competition  between  producing 
centers  served  by  different  carriers  or  sets  of  carriers  through  the 
establishment  of  rates  which  would  promote  such  competition.  It  has 
never  been  suggested  that  the  pursuit  of  such  policies  was  in  any 
wise  unlawful.  By  no  provision  of  the  Transportation  Act  has  it  been 
made  unlawful.  It  was  largely  through  the  pursuit  of  this  policy 
that  American  Railroad  rates  became  the  lowest  in  the  World  and 
productive  of  the  freest  movement  of  commerce  and  the  widest  play 
of  competitive  forces  in  industry.  To  deny  to  carriers  the  right  to 
pursue  such  policies  in  the  future,  as  illustrated  by  the  instant  case, 
is  not  only  to  deny  to  them  a  lawful  right  in  the  management  of 
their  properties  but  is  contrary  to  the  best  interests  of  the  public 
at  large. 


SALT  RATES   TO   BURLINGTON 

Consumers  of  salt  at  Burlington  added  their  voices  to  the 
chorus  of  objectors  against  the  salt  rate  structure  of  the  coun- 
try at  the  hearing,  on  No.  13181,  Burlington  Shippers'  Associa- 
tion et  al.  vs.  A.  C.  &  Y.  et  al.,  before  Examiner  John  T.  Money, 
in  Chicago,  March  17.  The  specific  cause  of  the  complaint  was 
a  commodity  rate  of  28  cents  on  salt  in  bags  and  barrels,  from 
producing  points  in  Michigan,  Ohio  and  Indiana  to  Burlington, 
which  the  complainants  alleged  was  unjust  and  unreasonable 
to  the  extent  that  it  exceeded  a  commodity  rate  of  24%  cents 
in  effect  from  the  same  origin  territory  to  St.  Louis  and  Hannibal, 
Mo.,  and  Quincy,  111. 

Leo  Golden,  traffic  manager  for  the  shippers'  association, 
said  that  the  2-cent  spread  in  the  rates  to  St.  Louis  and  Bur- 
lington had  been  increased  to  3%  cents  on  account  of  the  per- 
centage increases  of  General  Order  28  and  Ex  Parte  74.  He 
said  that  on  other  commodities  generally  the  rates  to  the  Mis- 
sissippi River  crossings  were  on  a  parity  and  that  St.  Louis  and 
Burlington  were  both  in  117  per  cent  territory  so  far  as  class 
rates  were  concerned. 

The  carriers  insisted  that  the  St.  Louis  rate  was  on  a  de- 
pressed basis,  due  to  water  competition  from  salt  producing 
points  in  Louisiana.  A  similar  situation,  they  said,  existed  at 
St.  Paul,  because  salt  moved  via  lake  to  Duluth  and  south  by 
rail  to  that  market  at  lower  rates  than  those  in  effect  all-rail 
from  C.  F.  A.  territory.  W.  J.  Tompkins,  representing  pro- 
ducers in  Ohio  and  Michigan,  asked  that  disposition  of  the  case 
be  postponed  until  conferences  between  the  carriers  and  the 
producers,  recently  ordered  by  the  Commission,  were  completed. 


March  25. 
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WESTERN  COAL  RATE  INQUIRY 

The  Traffic    World   Washington  Bureau 

The  Commission  has  instituted  a  general  investigation  into 
western  coal  rates  (informal  docket  No.  13588)  for  the  purpose 
of  determining  whether  the  rates  from  mines  in  Montana,  Colo- 
rado, Wyoming,  New  Mexico  and  states  west  thereof,  to  des- 
tinations in  those  states  and  to  El  Paso,  are  violative  of  the 
law.  The  object  of  Instituting  the  inquiry  is  to  assure  the 
disposition  of  a  number  of  overlapping  and  conflicting  cases 
in  such  way  as  to  produce  a  harmonious  rate  structure  In  that 
part  of  the  country. 


CAR  DISTRIBUTION  RULE 

Tke  Traffic   World   Washington  Bureau 

So  puzzling  seems  to  be  the  work  of  prescribing  a  car  dis- 
tribution rule  for  application  at  coal  mines  served  by  two  or 
more  railroads  that  the  Commission  devoted  the  whole  of 
March  16  to  hearing  the  question  discussed  by  the  attorneys  in 
six  co-called  joint  mine  cases,  technically  known  as  No.  12362. 
Belle  ft  Zoller  Coal  Co.,  et  al..  vs.  B.  ft  O.  S.  W..  et  ml.;  No. 
12399.  Vigo  Mining  Co..  et  ml.,  vs.  P.  C.  C.  A  St.  L..  et  ml.;  No. 
12081.  Fail-mount  it  Cleveland  Coal  Co.,  vs.  B.  ft  O.;  No.  12082 
Same  vs.  Monongahela  Railroad  Company:  No.  12083.  New  River 
Coal  Co..  et  al..  vs.  Virginian  and  No.  12084.  Same  vs.  Chesa- 
peake ft  Ohio. 

The  Issue  was  between  what  Is  known  as  the  100  per  cent 
rule  enforced  by  the  Railroad  Administration  during  federal 
control,  and  the  150  per  cent  rule  recommended  by  Special 
Examiner  W.  P.  Bartel,  assistant  director  In  the  Commission's 
bureau  of  service,  based  on  the  Commission's  decision  in  the 
Illinois  cases  In  1912.  I'nder  the  first  mentioned  rule  there  is 
no  question  but  that  a  joint  mine,  in  time  of  car  shortage  must 
be  confined.  In  the  distribution  of  cars  by  all  the  railroads 
serving  It,  to  cars  sufficient  to  carry  no  more  than  100  per  cent 
of  its  rated  capacity  to  produce  coal.  I'nder  the  rule  recom- 
mended by  Bartel.  the  joint  mine,  as  a  recognition  of  Its  situa- 
tion, on  more  than  one  mine.  Is  entitled  on  a  given  day.  to  call 
for  cars  enough  to  load  75  per  cent  of  Its  rated  capacity  from 
each  of  two  roads  serving  It. 

In  theory.  If  not  In  fact,  such  a  mine,  at  times,  might  get 
a  supply  greater  than  Its  theoretical  capacity  to  load.  The  pro- 
duction capacity  Is  based  on  performance  In  the  preceding 
month  and  performance  may  have  been  Influenced  by  the  car 
supply.  The  connection  between  rated  and  actual  capacity,  at 

point  in  the  argument,  seemed  to  be  so  uncertain  that  Com- 
missioner Altchlson  asked  J.  W.  Cannmlt  what  connection  there 
was  between  the  two.  or  what  one  had  to  do  with  the  othi-i 

Carmalt.  who  had  not  been  making  a  particular  point  on 
rated  capacity,  seemed  Inclined  to  raise  the  question  himself, 
without  (.emit  i>r.-:iared  with  an  answer  for  It. 

The  fight  was  altogether  between  the  attorneys  representing 
the  mines.  The  railroads  did  not  take  a  definite  stand.  In 
fact.  \v  s  Mronson.  for  the  Chesapeake  ft  Ohio,  tried  to  waive 
argument  in  the  two  New  River  cases.  Commissioner  Hall, 
however,  wanted  to  know  something  about  the  cases,  so  Bron- 
son.  who  was  not  anxious  to  talk,  spent  nearly  half  an  hour  tell- 
ing how  cars  were  distributed  In  Railroad  Administration  days 
and  since.  He  raised  a  laugh  at  his  own  expense  by  saying  he 
would  be  perfectly  frank  with  the  Commission  when  he  said  he 
doubted  whether  the  New  River  company  would  have  sold  Its 
short  lines  to  the  Virginian  and  the  Chesapeake  ft  Ohio  for 
what  It  took  for  them  If  It  had  had  any  doubt  about  Its  mines, 
at  any  time  In  the  future  being  regarded  as  anything  other  than 
joint  mines  and  therefore  likely  to  be  deprived  of  the  advantage 
they  had  had  when  they  were  without  doubt  entitled  to  be 
called  joint  mines  by  reason  of  their  location  on  two  railroads. 
Hronson  said  the  expression,  "being  perfectly  frank."  was  his 
way  of  saying  he  would  play  the  game  by  putting  all  his  cards 
on  the  table  face  upward  and  tell  about  the  acquisition  of  tli> 
short  lines  from  the  New  River  company  by  means  of  which 
acquisition  the  Virginian  and  the  Chesapeake  ft  Ohio  put  an 
end  to  a  competition  between  themselves  for  the  tonnage  of  the 
short  lines. 

George  T.  Bell  and  Eugene  McAullffe  argued  for  the  rule 
that  was  in  effect  under  federal  control:  James  W.  Carmalt  and 
•  '  H.  Cardy  for  the  rule  proposed  by  the  examiner:  and  O.  W. 
Dynes  and  Mr.  Hronson  for  the  defendant  railroads.  Mr.  Dynes 
Ignored  the  controversy  and  confined  himself  to  an  argument 
against  the  adoption  of  Barter*  recommendation  that  the  rules 
be  made  a  matter  of  tariff  publication.  He  argued  against  It 
on  the  theory  that  publication  In  the  tariff  would  make  a  rigid. 
Inelastic  system  which  would  be  hard  to  work  in  emergencies. 
Me  said  the  railroads  would  undoubtedly  use  any  rule  the  Com- 
mission would  direct  them  to  use.  but  that  If  It  were  made  a 
tariff  publication  the  men  administering  It  would  feel  hesitancy 
In  varying  It  In  the  smallest  degree  to  meet  an  emergency. 

mlfisloner  Altchlson  called  attention  to  the  fact  that  the 
Ciimmissinn  was  authorized  to  suspend  any  rule  relating  to 
car  service  and  also  that  sixth  section  permission  seemed  to 
be  an  expeditious  method  for  handling  changes  In  tariffs.  Mr. 


Dynes  admitted  that  there  might  be  expedition  in  using  sixth 
section  permission,  but  suggested  that  that  method  was  ex- 
pensive. 

Mr.  Carmalt,  in  arguing  for  the  rule,  contended  that  the 
mine  on  two  or  more  lines  had  advantages  of  location  of  which 
it  should  not  be  deprived.  Mr.  Bell  based  his  argument  on  the 
law  of  tender  of  commodities  for  shipment,  saying  the  rule 
would  make  it  possible  for  a  joint  mine  to  obtain  cars  in  excess 
of  its  ability  to  load  and  that  the  rule  would  thereby  give 
legal  color  to  a  fraud. 


AUTOMATIC    TRAIN    CONTROL 

The   Traffic   World   Washington  Bureau 

Additional  time  in  which  to  test  automatic  train  control 
devices  before  any  number  of  railroads  are  ordered  to  install 
such  devices  was  requested  at  a  hearing  March  20  before  Chair- 
man McChord  and  Commissioners  Esch  and  Lewis  when  repre- 
sentatives of  the  carriers  appeared  to  show  cause  why  an  order 
should  not  be  entered  requiring  49  railroads  to  install  automatic 
train  control  devices  between  certain  points  on  their  systems. 

R.  H.  Aishton.  president  of  the  American  Railway  Associa- 
tion, in  a  general  statement,  said  it  was  the  opinion  of  the  joint 
committee  on  automatic  train  control  of  the  association  that 
automatic  train  control  has  not  reached  the  state  of  development 
that  would  warrant  an  order  being  issued  at  this  time.  He 
said  the  proposed  order  of  the  Commission,  if  made  effective, 
would  result  in  duplication  of  tests.  He  suggested  that  the 
carriers  might  use  the  money  that  would  be  required  under  the 
proposed  order  for  other  improvements  which  would  not  only 
increase  the  safety  but  also  the  capacity  of  a  road.  He  said 
the  carriers  were  not  in  an  obstructive  mood  but  that  they 
desired'to  co-operate  with  the  Commission. 

C.  E.  Denney,  vice-president  of  the  New  York,  Chicago  & 
St.  Louis,  read  a  brief  submitted  on  behalf  of  forty  of  the  forty- 
nine  roads  named  in  tin-  Commission's  proposed  order.  The 
main  points  made  In  this  brief  were:  "(1)  No  automatic  train 
stop  or  train  control  device  has  been  sufficiently  developed  to 
justify  the  issuance  of  said  order.  (2)  The  order  would  be 
premature  If  Issued  at  this  time  because  the  carriers  have  not 
had  opportunity  to  make  adequate  service  tests  of  devices  de- 
signed to  function  on  different  principles  from  the  devices 
specifically  mentioned  In  the  Commission's  report.  (4)  The  pro- 
posed order  requires  a  much  greater  number  of  and  more  ex- 
tensive Installations  than  are  warranted  at  the  present  time." 

"Of  the  hundreds  of  contrivances  brought  to  the  attention 
of  the  joint  committee  on  automatic  train  control  of  the  Ameri- 
can Railway  Association,  the  only  systems  of  automatic  train 
•top  or  train  control,  which  have  been  in  service  under  actual 
operating  conditions  and  dependable  an*  continuous  observation 
for  any  considerable  length  of  time,  are  those  of  the  Regan 
Safely  Devices  Company,  the  Miller  Train  Control  Corporation 
and  the  American  Automatic  Train  Control  Corporation,  now  in 
service  to  a  limited  extent  on  the  Rock  Island,  Chicago  &  East- 
ern Illinois  and  Chesapeake  ft  Ohio  railroads,  respectively,"  the 
carriers  said  In  their  brief. 

••These  three  are  the  only  Installations  of  which  specific 
mention  Is  made  In  the  Commission's  report  dated  January  10, 
1922.  which,  we  submit,  warrants  the  inference  that  the  Commis- 
sion had  them  In  mind  when^lt  said  (quotes  from  report)." 

The  three  Installations  referred  to,  the  carriers  continued, 
have  been  the  subject  of  special  Investigations  by  a  sub-com- 
mittee of  the  A.  R.  A.  joint  committee,  and  that  reports  of  this 
sub-committee  shows  the  following,  among  other  things,  with 
respect  lo  each  of  the  devices  In  question:  "(a)  Numerous  ob- 
jectionable mechanical  and  engineering  features  remaining  to 
be  corrected:  (b)  many  operating  difficulties  which  have  not  yet 
been  satisfactorily  taken  care  of;  (c)  a  relatively  large  number 
of  failures." 

Following  the  general  statements,  the  carriers -put  on  wit- 
nesses who  discussed  the  technical  details  of  automatic  train 

devices. 

llowing  the  general  presentation  of  the  railroad's  position 
In  the  automatic  train  control  case,  officers  of  the  Individual  rail- 
roads took  the  stand  and  described  In  detail  the  conditions  on 
their*  own  roads  which  led  them  to  ask  that  the  order  be  not 
Issued  as  to  their  roads.  Most  of  them  stated  that  the  expendi- 
ture required  could  be  used  to  much  greater  advantage  for  other 
work  which  would  increase  safety,  particularly  automatic  block 
systems.  Many  of  them  claimed  that  an  automatic  train  control 
device,  until  It  had  reached  a  greater  state  of  perfection,  would 
restrict  the  capacity  of  lines  or  even  cause  accidents  by  not 
functioning  properly. 


BAD    ORDER    LOCOMOTIVES 

out  of  64.653  locomotives  on  line  March  1,  48,356  were 
serviceable,  according  to  reports  of  the  American  Railway  As- 
sociation. The  number  out  of  service  for  repairs  requiring  over 
24  hours  was  13.061  or  20.2  per  cent.  The  number  out  of  service 
for  repairs  requiring  less  than  24  hours  was  3.236  or  5  per  cent. 
The  13.061  bad  order  locomotives  were  made  up  of  3,002  pas- 
senger, 7.737  freight  and  2.322  freight  engines. 
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JOB  OF  TARIFF  CHECKING 

The  Traffic   World   Washington  Bureau 

The  technical  men  of  the  Commission  are  having  an  unusual 
amount  of  trouble  in  checking  the  tariffs  filed  by  the  carriers  .in 
compliance  with  the  Commission's  decision  In  the  commodity 
rate  part  of  I.  and  S.  No.  1303,  to  become  operative  April  1.  The 
tariffs  had  to  be  prepared  in  a  hurry.  Some  of  them  looked  to 
the  men  who  were  checking  the  rates  as  if  they  were  older  tariffs 
with  new  covers  on  them  and  sent  in  with  a  view  to  having  the 
senders  come  within  the  letter  of  the  order  of  the  Commission. 

Whether  the  Commission  will  allow  the  tariffs  to  go  into 
effect  or  will  suspend  certain  items  as  not  being  within  the  terms 
of  the  order,  Is  one  of  the  things  the  commissioners  will  have  to 
take  into  consideration  and  pass  on  before  the  operative  date. 
Suspension  of  items,  it  is  possible,  according  to  many  of  those 
interested,  would  complicate  a  situation  that  for  months  has 
been  more  complex  than  anything  with  which  the  Commission 
ever  tried  to  deal.  But  there  are  rates  in  the  tariffs,  which,  in 
the  opinion  of  those  who  have  had  to  check  the  proposed  publica- 
tions that  do  not  fall  within  the  terms  of  the  decision,  it  would 
be  desirable,  in  the  eyes  of  protesting  shippers,  to  prevent  becom- 
ing effective.  However,  suspension  for  such  items,  it  is  thought, 
by  many  interested,  would  make  the  medicine  worse  than  the 
disease.  Therefore,  the  whole  matter  is  in  a  state  of  uncertainty 
not  likely  to  be  solved  much,  if  any,  before  the  eve  of  the  effective 
date. 


CARLOAD  MINIMA  ON  HOGS 

Representatives  of  the  eastern  and  western  carriers  voiced 
their  objections  to  the  proposed  reduction  of  the  carload  minima 
on  hogs,  single  deck,  on  the  second  day  of  the  hearing  on  No. 
13230,  American  Farm  Bureau  Federation  vs.  A.  G.  S.  et  al.,  be- 
fore Examiner  Money,  in  Chicago,  March  17.  In  general,  wit- 
nesses for  the  railroads  contended  that  the  earnings  on  hogs, 
which  they  said  would  be  still  further  depleted  by  reducing  the 
present  minima  of  from  17,000  pounds  upwards  to  from  15,000 
pounds  upwards  during  the  summer  months,  as  proposed  by  the 
bureau,  were  already  less  than  reasonable.  This,  they  said,  was 
proved  by  a  comparison  with  the  rates  on  other  live  stock  and 
by  an  added  comparison  of  the  rates  on  live  stock  as  a  class 
with  all  other  commodities. 

E.  L.  Kemp,  joint  agent  for  all  carriers  serving  the  Union 
Stock  Yards,  Chicago,  said  that  he  did  not  think  the  complain- 
ants' apprehensions  as  to  the  safety  of  hogs  in  cars  loaded  to 
the  minimum  in  hot  weather  was  well  grounded.  He  said  that 
records  in  his  office  showed  that  more  animals  were  killed  and 
injured  in  underloaded  than  in  overloaded  cars.  He  also  said 
that  a  considerable  proportion  of  the  cars  received  at  the  Chi- 
cago yards  were  loaded  beyond  the  minimum,  thus,  in  his  opin- 
ion, disproving  the  contentions  of  witnesses  for  the  complain- 
ants that  it  was  impossible  to  so  load  them. 

A.  F.  Cleveland,  assistant  freight  traffic  manager  for  the 
C.  &  N.  W.,  enumerated  some  of  the  special  services  accorded 
to  hogs  which  showed,  in  his  estimation,  that  that  traffic  was 
not  bearing  its  proper  share  of  the  cost  of  transportation. 
Among  these  were  drenching  in  transit,  loading  and  unloading 
at  public  and  railroad  stock  yards,  free  transportation  of  care- 
takers and  extreme  light  loading  as  compared  to  other  traffic. 


senger  revenues  were  largest  In  the  months  when  the  passenger 
revenues  were  the  lowest.  Passenger  revenues  in  November,  1121, 
a  mounted  to  182,656,520,  the  lowest  for  any  month  in  that  year,  while 
the  Pullman  surcharge  was  $2,666.566,  or  3.23  per  cent.  In  July  and 
August  the  ratio  of  surcharge  to  revenues  was  2.59  and  2.67  per  cent 
respectively,  although  passenger  revenues  in  those  months  were  the 
largest  for  the  year. 

The  average  monthly  revenue  derived  from  passenger  traffic  in 
11121  was  $96,116.000  while  the  average  amount  derived  monthly  from 
the  Pullman  surcharge  was  $2.716,830,  or  2.8:(  per  cent  of  the  total 
revenue.  Taking  the  average  for  the  year,  however,  tabulations  show 
that  the  maximum  deviation  from  the  average  on  the  total  passenger 
revenue  is  16.32  per  cent,  while  the  maximum  deviation  on  surcharge 
revenues  Is  8.26  per  cent.  This  shows  that  the  surcharge  business 
fluctuates  relatively  less  and  is  less  affected  by  business  conditions 
than  is  the  general  passenger  business  of  the  carriers. 

RATING  ON  GAS  HEATERS 

The  absence  of  a  specific  item  in  the  Consolidated  Classifi- 
cation and  in  the  publications  of  the  territorial  classification 
committees  covering  the  gas  heater  bearing  the  trade  name 
of  Radiantfire,  made  the  assessment  of  the  proper  class  rates 
a  matter  of  interpretation,  according  to  George  J.  Bolender, 
traffic  manager  of  the  Kalamazoo  Chamber  of  Commerce,  who 
testified  on  behalf  of  the  complainants  in  No.  13283,  General 
Gas  Light  Co.  vs.  A.  G.  S.  et  al.,  at  the  hearing  before  Examiner 
Money,  in  Chicago,  March  21.  The  controversy  seemed  to  hinge 
on  whether  the  assessment  was  a  matter  of  interpretation  or 
a  matter  of  the  correct  application  of  the  classification.  A.  H. 
Greenley,  member  of  the  Consolidated  Classification  Committee, 
took  the  latter  view. 

"It  is  impossible  for  the  classification  to  contain  a  specific 
item  for  each  commodity  shipped,"  he  said,  "and  the  practice 
is  to  have  the  committees  decide  on  the  classification  by  the 
rule  of  analogy.  Following  a  ruling  of  this  sort,  the  classifica- 
tion contained  in  the  ruling  becomes  the  proper  one  to  apply." 

There  was  no  disagreement  as  to  the  ruling  in  question, 
which  found  the  gas  heaters  to  be  analogous  to  "skeleton  frame 
gas  stoves,  partially  inclosed,"  and  "gas  stoves  N.  O.  I.  B.  N.," 
according  to  whether  they  were  composed  chiefly  of  sheet  steel 
or  of  cast  iron,  but  the  complainants  objected  to  the  defining 
of  their  products  by  these  two  analogies,  which  they  said  re- 
sulted in  the  assessment  of  a  first  class  rate,  L.  C.  L.,  on  the 
cheaper  product  and  a  third  class  rate,  L.  C.  L.,  on  the  more 
expensive.  In  carloads,  they  said,  both  kinds  of  stoves  moved 
under  the  N.  O.  I.  B.  N.  rating  of  fifth  class.  They  asked  that 
the  Commission  require  the  committees  to  place  the  word  "gas" 
in  item  No.  7,  on  page  383,  of  Consolidated  Classification  No.  2, 
which  rfow  reads,  "stoves  or  ranges,  iron  or  steel,  charcoal  or 
wood,  with  or  without  gas  attachment,  cast,  or  plate,  or  sheet 
steel  with  cast  bases  or  tops,"  and  which  accords  stoves  sent 
under  it  third  class  in  less-carloads  and  fifth  class  in  carloads. 

Mr.  Greenley  said  the  determining  factor  in  the  splitting  of 
the  commodity  into  two  classifications  was  the  weight  per  cubic 
foot,  which  he  said  was  higher  on  the  cast  iron  than  on  the 
sheet-metal  stove.  He  would  not  agree  to  conceding  the  com- 
plainants the  carload  classification  asked  with  a  minimum  of 
24,000  pounds,  instead  of  the  16,000  minimum  now  in  effect, 
because,  he  said,  such  action  would  be  unfair  to  competitors 
of  the  General  Gas  Light  Company,  who  made  lighter  stoves 
and  could  not  load  to  the  proposed  minimum. 


CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  surplus  of  freight  cars  in  good  order 
totaled  223,846  in  the  period  March  1-8,  according  to  the  weekly 
report  of  the  car  service  division  of  the  American  Railway 
Association.  The  average  daily  shortage  was  688. 

The  surplus  was  made  up  as  follows:  Box,  82,042;  ven- 
tilated box,  4,417;  auto  and  furniture,  2,515;  total  box,  88,974; 
flat,  11,912;  gondola,  67,411;  hopper,  19,053;  all  coal,  86,464; 
coke,  3,460;  S.  D.  stock,  18,311;  D.  D.  stock,  1,566;  refrigerator, 
5,649;  tank,  475;  miscellaneous,  7,035. 

The  shortage  of  688  cars  was  made  up  of  397  box.  43  flat, 
23  gondola,  52  hopper,  8  S.  D.  stock,  20  D.  D.  stock,  142  refrig- 
erator and  3  miscellaneous  cars. 


DECREASE  IN  PASSENGER  TRAFFIC 

The  Association  of  Railway  Executives  has  issued  the  fol- 
lowing statement  comparing  passenger  traffic  in  1921  with  1920: 

Passenger  traffic  on  the  railroads  of  the  United  States  in  1921  was 
approximately  20  per  cent  below  what  it  was  in  1920,  according  to 
tabulations  of  reports  just  filed  by  the  carriers  with  the  Interstate 
Commerce  Commission. 

Passenger  miles  for  the  year — that  is.  the  number  of  passengers 
multiplied  bv  the  distance  carried— totaled  37,332.697.000.  compared 
with  46,841. 6"32,000  in  1920,  or  a  reduction  of  9.508.935,000.  These 
figures  are  based  on  reports  from  carriers  representing  a  total  mileage 
of  224,467  miles. 

Revenue  derived  from  passenger  service  in  1921  totaled  $1,153,- 
752,002.  which  was  $133,671.441  less  than  the  total  passenger  revenues 
in  1920,  despite  the  fact  that  the  increased  passenger  rate  was  only 
in  effect  during  the  last  four  months  in  that  year.  Reports  show 
that  of  the  total  passenger  revenue,  $32,601,960  was  derived  from  the 
Pullman  surcharge  in  1921. 

Comparisons  show  that  the  percentage  of  surcharge  to  total  pns- 


REDUCED  SUGAR  RATES 

The  Traffic    World   Washington  Bureau 

The  Gulf  Coast  Lines,  through  J.  A.  Brown,  their  traffic 
manager,  have  protested  against  reductions  in  rates  on  refined 
sugar,  intrastate,  from  Sugar  Land,  Tex.,  proposed  in  Texas 
Lines,  I.  C.  C.  2F,  effective  April  5,  on  the  ground  that  it  would 
destroy  the  pre-war  differential  of  11  cents  on  refined  sugar,  in- 
volved, he  said,  in  formal  docket  No.  11764.  In  that  case,  how- 
ever, the  Commission  recently  made  a  report. 

Mr.  Brown,  in  his  protest,  said  the  benefit  of  the  proposed 
reductions  would  inure  wholly  to  the  benefit  of  Sugar  Land 
Industries,  Inc.,  the  Texas  refining  interest  situated  at  Sugar 
Land,  because  it  sold  its  product  on  the  basis  of  New  Orleans, 
plus  the  rate  from  New  Orleans.  He  said  the  Sugar  Land  refin- 
ery was  able  to  supply  only  40  per  cent  of  the  refined  sugar  re- 
quirements of  Texas,  estimated  at  8,000  carloads  per  annum.  He 
figured,  therefore,  the  proposed  reductions  would  result  simply 
in  the  depletion  of  the  revenues  of  the  carriers  on  4,800  carloads 
per  annum,  without  any  increase  in  the  shipments  from  Sugar 
Land.  He  pointed  out  that,  under  the  scale  of  rates  named  in 
the  tariff  in  question,  the  rate  from  Sugar  Land  to  Hearne,  Tex., 
would  be  48  cents  on  a  long  two-line  haul,  while  it  would  be 
49.5  cents  on  the  shorter  single  line  haul  of  a  carrier  not  a  party 
to  the  tariff. 


INSPECTION    OF   TRACKS 

Representative  Beck,  of  Wisconsin,  has  introduced  a  bill 
(H.  R.  11003)  to  provide  for  the  inspection  of  railroad  tracks 
alleged  to  be  inadequately  maintained  and  in  unsafe  condition, 
and  authorizing  and  requiring  the  Commission  to  make  the 
necessary  investigations  and  employ  additional  men. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  lecal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
oa  interstate  commerce  law.  who  ii  a  member  of  pur  legal  department, 
will  five  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  aniwer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se-»ice  by  the  payment  of  a  reasonable  fee.  The  right  is  re 
to  Defuse  to  sniwer  in  this  department  any  questi 
that  it  may  appear  to  us  unwise  to  answer  or  tha 


to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  sniwer  or  that  involves  a 
ataaation  too  complex  for  the  kind  of  investigstion  herein  contemplated 


Address  Questions  and  Answers  Department. 

riaiunaa)i>a.  Colorado  Building.  Washington,  D  C 


Carriers  Not  Obliged  to   Require  Surrender  Open   Bill  of  Lading 
Before    Delivery   of    Goods 

Ohio.  —  Question:  Car  Is  consigned  from  A  (the  shipper) 
to  B  (the  consignee)  at  Cincinnati,  O.  Is  it  necessary  that  the 
delivering  carrier  ask  for  the  surrender  of  the  original  bill  of 
lading?  This  is  a  straight  shipment  on  the  regular  bill  of  lading 
approved  by  the  Interstate  Commerce  Commission  and  used  by 
all  railroads.  Should  the  railroad  company  deliver  the  car  with- 
out consignee  surrendering  the  original  bill  of  lading,  could  the 
railroad  company  be  held  liable  for  the  shipment? 

Answer:  It  is  a  well  established  rule  that  the  carrier  de- 
livers a  shipment  at  its  peril.  It  is  bound  to  deliver  the  goods 
to  the  party  entitled  to  receive  them,  whether  the  bill  of  lading 
(if  not  negotiable)  is  surrendered,  retained  by  shipper  or  con- 
signee, Is  lost,  or  is  presented  by  a  person  in  wrongful  pos- 
session thereof.  It  is  never  obliged  to  demand  an  open  bill  of 
lading,  but  Is  obliged  to  make  delivery  of  a  shipment  to  the 
party  lawfully  entitled  to  receive  the  same.  Even  though  the 
bill  of  lading  be  surrendered.  If  the  goods  are  not  delivered  to 
the  party  entitled  to  receive  same,  the  carrier  Is  without  pro- 
•ion.  It  cannot  protect  itself  absolutely  and  knowingly.  n»r 

nd  Its  liability  by  demanding  or  falling  to  demand  an  open 
bill  of  lading.  Its  liability  attaches,  or  falls  to  attach,  by  UK 
disposition  It  makes  of  the  goods.  The  party  entitled  to  receive 
th»  goods  is  the  consignee  designated  in  the  bill  of  lading  by 
thp  consignor.  The  carrier  Is  not  protected  if  the  bill  of  lading 
I*  surrendered,  unless  It  also  (dentines  and  delivers  the  goods 
to  the  party  named  In  the  bill  of  lading. 

"The  carrier  Is  protected  If  It  delivers  the  goods  to  the  true 
owner."  (Idaho)  93  V.  8.  575.  "The  carrier  Is  obliged  to  de- 
liver shipment  to  consignee  designated  by  the  consignor."  26 
Wendell  (N.  Y.)  591;  29  (Ind.)  27;  50  (N.  Y.)  213;  135  (Mass) 
278. 

In  Du  Sal  Chemical  Company  vs.  Southern  Pacific  Company, 
168  N.  Y.  8.  617,  a  shipment  moved  on  an  open  bill  of  lading, 
with  notation  thereon.  "Draft  against  bill  of  lading."  The  ship- 
ment was  delivered  to  the  consignee  without  the  surrender  of 
the  bill  of  lading.  The  consignee  contended  that  the  carrier 
was  liable  for  not  withholding  delivery  until  the  draft  was  paid. 
The  court  held  "There  Is  no  doubt  that  the  carrier's  obligation 
i«  completed  under  such  a  bill  of  lading  when  It  delivers  tin- 
goods  to  the  named  consignee,  and  It  need  not  require  the  snr- 
n-nder  of  the  bill  itself.  Inasmuch  as  a  carrier  must  deliver 
good*  nnder  a  straight  bill  of  lading  to  the  consignee,  even 
where  such  consignee  has  not  the  bill  In  his  possession.  I  can 
not  see  how  such  notice  can  require  the  carrier  to  demand  pro- 
duction of  the  bill  of  lading,  or  at  its  peril  to  learn  whether 
the  sight  draft  has  been  paid.  The  consignor  could  have  pro- 
tected Itself  by  taking  an  order  bill  of  lading." 

An  open  bill  of  lading  Is  merely  an  unqualified  direction  on 
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FOR  SALE—: 
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railroad 


tlea.  switch  tlm- 
P.  O.   Box  315. 


Speed!  Hauling  is  a  racing 
game — a  race  against  time, 
delays,  accidents,  pay-rolls, 
schedules.  Don't  discount 
the  admitted  greater  speed 
of  the  Fierce-Arrow. 


Pierce -Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  S32OO      3j-ton  $4350     5-ton  $4850    fully  equipped 


EXPORTERS 

Why  should  you  permit  European  competitors 
to  flood,  with  their  products,  the  market  of 
MEXICO,  when  you  have  the  goods  and  need 
the  business? 

We  have  an  intimate  contact  with  the  buyers 
of  Mexico.  Perhaps  we  can  assist  you  in  creat- 
ing an  interest  in  your  products. 

CAMPHUIS  &  CO,  Inc. 

FORWARDING    AGENTS 

LAREDO,  TEXAS 

Largest  and  most  efficient  forwarders  on  the 
Mexican  Border 


OFFICES 

Laredo,   Texas;    El    Paso,   Texas;    Ea^le    Pass,   Texas 
Mexico  City  Monterey,  N.  L.,  Mexico 

Transportation  costs  greatly 
reduced  through  use  of  our 

PACKAGE  CARS 

Now  moving  via  National  Lines, 
"Insured   for  Preferred  Service" 

Write  for  full   particulars  and  request  a  copy  of  our 
Shipping  Instructions 
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the  part  of  the  shipper  to  the  carrier  to  transport  and  deliver 
to  the  consignee  designated  therein,  and,  according  to  the  weight 
of  authority,  if  it  does  as  directed  in  the  open  bill  of  lading,  it 
discharges  its  duty  in  full,  regardless  of  whether  the  bill  of 
lading  is  surrendered  or  not.  If  the  consignee  is  properly  iden- 
tified, the  carrier  may  not  withhold  delivery  of  the  goods  until 
the  bill  of  lading  is  surrendered. 

Misrouting — When  Complete  Routing  Instructions  Given.  Car- 
rier ,Not  Obliged  to  Forward  Via  Intermediate  Line  Not 
Specified 

Ohio. — Question:  During  November,  1921,  we  shipped  a  car 
of  pulpboard  from  Gordon,  Ga.,  to  a  point  north  of  the  Ohio 
River,  the  rate  breaking  on  Cincinnati.  According  to  Glenn's 
Northbound  Commodity  Tariff  No.  1,  I.  C.  C.  A-296,  the  ratij  from 
Gordon,  Ga.,  to  Cincinnati.  O.,  is  33  cents,  minimum  30,000  ibs., 
and  applies  in  connection  with  the  L.  &  N.  from  Nashville, 
Tenn.  Our  car  was  routed  C.  of  Ga.,  care  of  L.  &  N.,  care 
of  C.  &  O.,  without  specifying  the  junctions  en  route.  The 
carrier  originally  assessed  the  33-cent  rate,  but  not  the  proper 
weight.  Now  we  have  an  additional  bill  for  the  proper  weight, 
but  at  class  rate,  which  greatly  exceeds  the  commodity  rate, 
with  the  explanation,  "33-cent  rate  does  not  apply  via  L.  &  N. 
at  Atlanta." 

Inasmuch  as  we  did  not  specify  the  interchange  junctions, 
and  the  fact  that  if  the  car  was  routed  Nashville,  L.  &  N.,  our 
route  would  have  been  observed,  and  the  fact  that  the  carrier 
originally  assessed  the  proper  rate  is  evident  they  knew  what 
rate  was  to  be  protected,  it  seems  to  us  that  we  have  grounds, 
for  refusal  to  pay  the  class  rate. 

Answer:  An  examination  of  Glenn's  I.  C.  C.  A-296  shows 
that  in  connection  with  the  pulpboard  rate  from  Gordon,  Ga., 
to  Cincinnati,  a  foot  note  is  shown  at  bottom  of  page  193  to  the 
effect  that  this  rate  applies  in  connection  with  the  L.  &  N. 
Railroad  only  when  received  from  the  N.  C.  &  St.  L.  Railway 
at  Nashville,  Tenn.  You  have  specified  complete  routing  be- 
cause the  C.  of  Ga.  has  direct  connections  with  the  L.  &  N. 
and  the  L.  &  N.  with  the  C.  &  O.  The  Interstate  Commerce 
Commission  has  held  in  several  cases  that  where  a  consignor 
specifies  routing  by  a  carrier  which,  in  connection  with  the 
originating  line  forms  a  through  route  from  point  of  origin  to 
destination,  the  initial  carrier  cannot  be  charged  with  having 
misrouted  the  shipment  if  it  bills  it  over  that  route  instead  of 
selecting  a  cheaper  route  in  which  these  carriers  participated, 
but  with  a  third  carrier  intervening.  Stebbins  vs.  D.  L.  &  W. 
Railway,  42  I.  C.  C.  150;  Dulweber  vs.  Y.  &  M.  V.,  45  I.  C.  C. 
549;  McCaull-Dinsmore  Co.  vs.  C.  B.  &  Q.,  48  I.  C.  C.  507;  and 
Austin  Powder  Co.,  45  I.  C.  C.  199. 

If  the  C.  of  Ga.  forwarded  shipment  over  the  cheapest  route 
formed  of  the  C.  of  Ga.,  the  L.  &  N..  and  the  C.  &  O.,  there  is 
no  misroute.  It  had  no  duty  to  forward  shipment  in  connection 
with  the  N.  C.  &  St.  L.,  but  did  have  a  duty  to  deliver  the  car 
to  the  L.  &  N. 

Shipment  Billed  to  One  Party  in  Care  of  Another — To  Whom 
Shall  the  Carrier  Deliver? 

Ohio. — Question:  Is  there  any  ruling  which  would  prohibit 
our  billing  a  shipment  of  goods  on  a  straight  bill  of  lading  con- 
signed to  ourselves,  "in  care  of"  our  agent  or  our  customer  at 
a  destination,  and  the  delivery  of  those  goods  to  our  agent  or 
customer  without  the  surrendering  of  the  original  straight  bill 
of  lading  endorsed? 

It  is  understood  that  there  was  a  ruling  by  some  Supreme 
Court  of  one  of  the  New  England  states  in  regard  to  such  .ship- 
ments billed  straight  to  the  consignor  "to  notify"  the  agent  or 
consignee,  but  we  do  not  think  this  ruling  could  be  considered 
as  covering  our  case. 

Answer:  In  Commonwealth  vs.  People's  Express  Co.,  88 
N.  E.  420  (Mass.),  a  shipment  moving  on  an  open  bill  of  lading 
was  billed  to  a  certain  consignee  in  "care  of  the  People's  Ex- 
press Company."  The  shipment  was  delivered  to  the  express 
company  without  surrender  of  the  straight  bill  of  lading,  the 
court  holding:  "The  addressing  of  a  package  to  a  consignee 
in  care  of  a  third  person,  as  between  the  consignor,  the  con- 
signee and  the  carrier,  and  as  to  the  liability  of  the  latter  and 
in  the  absence  of  the  known  limitations  upon  the  scope  of  the 
authority  given,  confers  upon  such  third  person  the  right  to 
receive  the  goods,  and  ordinarily  constitutes  him  the  proper 
person  to  whom  to  make  delivery." 

This  case  establishes  the  right  of  a  carrier  in  those  juris- 
dictions which  follow  the  Massachusetts  rule  to  deliver  to  the 
party  in  whose  care  the  shipment  is  consigned  and  ordinarily 
such  third  party  is  considered  to  be,  under  this  rule,  the  person 
to  whom  the  carrier  owes  a  duty  to  deliver. 

In  Mayer  vs.  Southern  Pacific  Co.,  159  N.  Y.  S.  93,  a  ship- 
ment moving  on  an  open  bill  of  lading  was  consigned  to  Cohen 
in  care  of  the  Western  Banking  Company.  It  appears  that 
the  consignor  drew  a  draft  against  Cohen  and  forwarded  same 
with  bill  of  lading  to  the  bank  for  collection  from  Cohen,  and 
fully  expected  Cohen  to  pay  the  draft  before  the  carrier  de- 
livered the  shipment  to  him,  but  at  the  same  time  intending  to 
authorize  delivery  of  the  shipment  by  the  carrier  to  the  bank, 


and  expecting  the  bank  to  secure  payment  of  the  draft  before 
releasing  the  goods  to  Cohen.  The  carrier  delivered  shipment 
directly  to  Cohen,  and,  on  complaint  of  the  consignor  for  so 
doing,  "the  court  held  that  the  carrier  was  within  its  rights  in 
delivering  to  the  consignee  proper,  regardless  of  the  fact  that 
shipment  was  billed  to  him  in  care  of  the  bank;  also  stated 
that  the  carrier  would  have  been  within  its  rights  had  delivery 
been  made  to  the  bank  instead  of  Cohen. 

On  shipments  moving  on  open  bills  of  lading,  a  carrier  is 
obliged  to  deliver  to  the  party  lawfully  entitled  to  same,  and 
that  party  being  the  one  designated  by  the  consignor  in  the  bill 
of  lading,  and  we  believe  it  may  be  safely  inferred  from  the 
above  decisions  that  the  carrier  may  safely  consider  the  "care" 
party  as  the  agent  of  the  consignee  for  receiving  a  shipment, 
and  that  delivery  to  the  agent  of  the  consignee  excuses  the 
carrier  for  not  delivering  to  the  consignee  proper,  and  vice 
versa,  if  shipment  is  delivered  to  the  consignee,  the  carrier  is 
excused  for  failing  to  deliver  shipment  to  party  in  whose  care 
it  is  consigned. 

As  to  shipments  moving  on  straight  bills  of  lading,  the 
carrier  has.  according  to  our  view,  the  right  to  consider  the 
consignee  principal  and  his  agent  as  one  for  the  purpose  of 
delivery. 

In  view  of  the  above,  we  do  not  know  of  any  reason  why 
a  shipper  cannot  lawfully  and  reasonably  consign  shipment  to 
himself  on  an  open  bill  of  lading  in  care  of  his  customer  or 
other  agent.  The  carrier  will  have  then  a  duty  to  deliver  to  the 
consignee  named  in  the  bill  of  lading,  or  to  the  designated  agent, 
and  such  delivery  must  be  made  upon  identification  of  the  con- 
signee proper,  or  his  designated  agent,  regardless  of  whether 
the  bill  of  lading  is  surrendered  or  not.  The  carrier  is  excused 
when  it  delivers  the  shipment  to  a  person  rightfully  entitled  to 
receive  same.  Idaho,  93  U.  S.  575.  With  this  protection,  the 
carrier  may  not  demand  surrender  of  the  open  bill  of  lading 
as  a  condition  precedent  to  delivery  of  the  goods. 

Weighing   and    Reweighing   Carload    Freight 

Nebraska. — Question:  We  forwarded  from  A  to  B.  care  of 
lump  coal;  same  was  billed  at  estimated  weight  of  100,000 
pounds.  Track  scale  at  East  St.  Louis  shows  150.400  pounds 
gross,  42,700  pounds  tare,  107.700  pounds  net.  Again  track  scale 
at  East  Kansas  City  shows  138,400  pounds  gross,  42,700  pounds 
tare,  95,700  pounds  net.  The  carrier  refuses  to  pay  claim,  main- 
taining that  the  latter  scale  weight  must  apply,  account  East 
St.  Louis  scale  not  under  W.  W.  &  I.  B.  supervision. 

Advise  what  recourse  we  may  have,  and  rulings  covering 
same. 

Answer:  In  the  case,  "In  Re  Weighing  of  Freight  by  Car- 
rier," 28  I.  C.  C.  7-37,  the  Commission,  in  discussing  this  class 
of  complaints,  said: 

If  the  party  (complainant)  so  elects,  he  should  he  permitted,  with- 
out any  expense  to  him.  to  require  a  third  weighing  of  that  car.  The 
mere  fact  that  the  railroad  has  weighed  it  twice  with  a  different 
result  raises  a  presumption  of  error  which  should  fairly  require  the 
carrier  to  resolve  the  douht  at  its  expense.  In  such  case  the  shipper 
should  also  he  allowed,  without  liability  to  demurrage  charges,  a  suffi- 
cient time  in  which  to  examine  into  the  weight  of  the  car  before  it 
is  unloaded.  If  no  claim  of  overweight  is  made  before  the  unloading, 
then  no  such  claim  should  be  entertained  at  all. 

Following  up  the  Commission's  recommendations  in  the 
above  case,  which  has  largely  been  reflected  in  the  uniform 
rules  promulgated  by  the  American  Railway  Association,  the 
carriers  have  provided  rules  which  permit  of  reweighing  without 
charge,  in  order  to  test  the  accuracy  of  weights,  provided  a 
change  is  made  from  the  billed  weight  over  and  above  the  tol- 
erance. 

"When  weights  are  obtained  for  the  assessment  of  freight 
charges,  no  charge  will  be  made  by  the  carrier  for  the  service," 
is  a  rule  operated  by  nearly  all  trunk  line  carriers.  They  also 
provide  that  if  the  reweighing  does  not  disclose  errors  over  and 
above  tolerance,  the  party  requesting  the  reweighing  shall  pay 
for  the  service. 

These  published  rules  also  provide  that,  unless  provided 
in  classification  or  tariffs,  freight  charges  should  be  assessed  on 
scales  of  the  railroad  or  scales  under  jurisdiction  of  the  West- 
ern Weighing  &  Inspection  Bureau. 

Regardless  of  the  above  rules,  however,  charges  should  be 
assessed  on  the  "actual"  weight,  whatever  that  is,  and  if  the 
carrier  fails  to  deliver  the  actual  weight  shipped  (after  de- 
ducting shrinkage,  tolerance,  etc.),  it  should  pay  for  the  shortage. 

In  your  case,  you  have  two  scale  weights,  neither  of  which 
proves  the  other  to  be  erroneous.  The  fact  that  one  was  not  a 
"Bureau"  scale  is  immaterial  here.  Differences  in  scale  weights, 
as  ascertained,  as  great  as  this  are  frequently  noted  even  where 
both  weights  are  taken  on  Bureau  scales.  In  the  Uniform  Code 
provision  is  made  as  follows: 

If  the  difference  between  the  original  net  weight  and  the  weight 
iiM.-iined  liy  reweighing  does  not  exceed  tolerance,  first  weight  will 
not  be  changed.  If  such  difference  exceeds  tolerance,  the  car  should 
be  weighed  a  third  time.  If  the  third  weight  confirms  the  original 
within  tolerance,  no  charge  shall  be  made.  When  original  weight  can 
not  be  applied,  the  Imver  of  ih,-  siM-mid  or  third  weights  .shall  be 
used  *  "  *  ,  tolerance  observed. 

I 

Our  view  is  that  you  should  have  protected  yourself  under 
these  provisions  before  unloading  the  car.  That  you  did  not, 
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Ship  by  Water 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland,  Astoria, 
Seattle  and  Tacoma 

Thru  bill,  of  lading  laauad  to  San  Di»go,  O.kl.nd.  Stockton  Mid 

Sacramanto,  Cailfarnlai  Hawaiian  and  Far  Eaat  Port., 

Grara  Harbor  and  Pug«t  Sound,  W«»h. 

For  Rataa,  Dataa  of  Sailing  and  o«h«r  Information  apply  '• 

WILLIAMS  STEAMSHIP  CO.,  Inc. 
15  Moore  Street,  New  York 


Baltimore,  Md. 

3*  South  Str..t 


T.l.phon..   Bowling  Craon   73M 

Philadelphia.  P.. 
Dracal  Building 


Pitt.burfh.  Pa. 
Oll»ar  Building 


And  at  our  Branch  OrBeaa  In  Loa  Anralaa.  San  FrancUoo. 
Portland.  SaattU  and  Taanrria 


AulOMAIIC 
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Without  Removing  Tariff*  From  Kilt- 
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Ca. :      \  'f    MIWBV- 

•««•«. I 
Parklx    Ca.      -Mvrti 


-Taff 

Uinr  aad  (to*  apraar- 
aMa"      UarM    Or« 

-rf-i    Tariff          QM 
I*  -     w.  tmM   •»          lO 
n.  (aranr.  fcat  wkr.       A 
w*»«  •»  aak  to  pmt» 
»-ir   rlaiav   of    roar- 


No.  tC 
Ttri/  SttUami 


Stutlar  Cntrtl 
CUflatuT  m*4 
Tvi/FcUa  T.f. 

AUTOMATIC  FILE 
AND  INDEX  CO. 
BAST  ion  STREET 
GREEN  BAY.  WIS 

CHICAGO~nr- 

V)  S.  LA  SAIXE  ST. 


THE  PORT  OF 

HOUSTON, 

TEXAS 


HI  i!  -  1 1  i\  has  unexcelled  public  wharves  and  warehouse  space. 
ITS  port  business  is  practically  doubling  year  by  year. 
In  1920  its  business  was  1,210,204  tons  of  freight. 
In  1921  its  business  was  2,837,349  tons  of  freight. 

While  our  motto  is  "SATISFIED  SHIPPERS,"  we  also  con- 
sider the  Steamship  interests. 

BECAUSE  service  and  dispatch  to  the  SHIP  means  low  rates. 

\^  \\  IX  \\IIM.K:  At  HOUSTON  oil  burning  vessels  can 
bunker  while  loading  or  discharging  cargo. 

i)l  K  concrete  wharves  have  underground  six  inch  fuel  pipe  lines 
leading  to  each  berth  and  connected  with  storage  plant  2,000 
feet  away  from  the  wharves.  Capacity  up  to  6,000  barrels  per 
haur. 

NO  TIME  is  lost  in  shifting  to  an  oil  wharf,  with  further  delay 
while  bunkering. 

I  1 1 1  >  is  merely  an  EXAMPLE  of  our  endeavor  to  give  REAL 
SERVICE  to  the  users  of  this  port. 

WK  ,iim  to  give  SERVICE  in  EVERY  other  way  as  well. 
Mr.  TRAFFIC  MAN  ask  us  some  QUESTIONS. 

Addreaa  the 
DIRECTOR  OF    I  III    PORT,  City  Hall,  Houston  Texas 
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does  not  establish  non-liability  of  the  carrier.  You  are  still 
entitled  to  readjustment  of  charges  and  payment  for  shortages, 
if  you  can  prove  your  claim,  but  the  difficulty  is  that  this  is 
one  of  those  cases  where  the  evidence  must  be  assembled  before 
car  is  unloaded  if  you  are  to  succeed  with  your  claim  witho»t 
going  to  extremes,  and  you  have  no  assurance  you  could  prove 
your  case  did  you  restort  to  that  course. 

(1)     Icing    Records   for   Use    in    Filing   Claims.     (2)    Damages — 
Measure  of  Loss  or  Injury  to  Goods 

California. — Question:  (1)  On  numerous  claims  that  we 
have  filed  with  the  American  Refrigerator  Transit  Company  at 
St.  Louis  on  peaches  and  cantaloupes,  they  are  refusing  to  fur- 
nish us  with  their  Icing  records,  and  the  disposition  of  a  claim 
depends  upon  whether  or  not  this  car  was  iced  and  re-iced  in 
transit.  The  western  lines,  such  as  the  Southern  Pacific  and 
Santa  Fe,  have  always  furnished  us  with  their  icing  record 
whenever  we  call  upon  them  to  produce  same.  According  to 
freight  claim  rules  and  regulations  can  the  A.  R.  T.  Company 
take  this  arbitrary  stand? 

(2)  We  would  like  to  inquire  regarding  f.  o.  b.  sales.  Our 
poKcy  is  to  ship  the  consignee  f.  o.  b.  loading  station  whenever 
possible,  and  I  know  a  great  deal  of  comment  has  been  made 
in  regard  to  the  famous  McCaull-Dinsmore  ruling,  and,  as  I 
understand  this  decision,  the  shipper  cannot  file  and  collect  his 
claim  on  f.  o.  b.  basis.  As  stated  above,  the  largest  percentage 
of  our  business  is  handled  on  f.  o.  b.  basis,  and  when  our  broker 
makes  a  consummated  sale  and  the  car  is  delayed,  wrecked,  or 
mishandled  on  the  part  of  the  carriers  and  their  negligence 
is  proven  beyond  a  doubt,  can  we  or  can  we  not  file  these  claims 
on  an  f.  o.  b.  basis  for  the  amount  we  would  have  received  at 
destination  had  the  car  been  propertly  transported,  less,  of 
course,  the  proceeds  from  the  sale?  For  example,  we  recently 
sold  a  car  of  oranges  at  Minneapolis  f.  o.  b.  loading  station  for 
$1,925,  a  clear  understanding  between  the  consignee  and  our- 
selves as  to  the  amount  involved  in  this  sale,  and  there  is  not 
a  doubt  but  that  car  would  have  been  accepted  upon  arrival 
at  destination,  regardless  if  the  market  declined  slightly,  had 
the  carriers  promptly  transported  this  car  to  destination.  This 
ear  was  wrecked  at  a -point  in  Texas  and  contents  completely 
destroyed.  It  was  then  necessary  for  us  to  file  claim  for  total 
loss  with  the  originating  line.  However,  they  refused  to  enter- 
tain our  claim  as  filed  for  the  full  amount  of  the  sale,  stating 
that  it  would  be  absolutely  necessary  for  us  to  .file  our  claim 
on  the  market  price  the  time  and  date  this  car  was  due  to 
arrive  at  Minneapolis,  less,  of  course,  the  proper  deductions, 
including  freight,  refrigeration  and  brokerage,  and  we  were 
compelled,  of  course,  to  accept  this  settlement.  However,  you 
realize  that  we  would  not  be  obliged  to  pay  freight  or  refrigera- 
tion had  this  car  moved  to  Minneapolis  and  been  accepted  by 
the  consignee. 

Answer:  (1)  It  is  our  understanding  that  the  only  A.  R.  T. 
icing  station  is  that  located  at  East  St.  Louis,  and  that  the  car- 
riers, and  not  the  A.  R.  T.,  keep  the  Icing  records  at  other  points. 
Claims  for  damages  should  therefore  be  filed  with  one  of  the 
carriers  handling  the  shipments.  Whether  the  carrier  will  fur- 
nish its  icing  record  depends  upon  whether  or  not  the  carrier 
desires  to  be  fair  with  a  shipper  and  not  upon  any  duty  or 
obligation  resting  upon  the  carrier  to  furnish  such  records.  Of 
course,  if  suit  is  filed  and  delivery  to  the  carrier  in  good  con- 
dition and  receipt  in  a  damaged  condition  is  proved,  the  carrier 
must  show  that  the  damage  did  not  result  from  negligence  on 
its  part  and  the  icing  record  is  competent  and  necessary  evi- 
dence of  the  care  which  was  taken  of  the  shipment  while  in 
transit. 

(2)  The  general  rule,  as  laid  down  in  a  great  number  of 
cases,  is  that  the  market  value  at  destination  at  the  time  the 
shipment  should  have  arrived  is  the  amount  for  which  a  carrier 
is  liable,  in  the  event  of  loss  or  injury  to  a  shipment.  However, 
in  several  cases,  among  them  two  or  three  recent  cases,  the 
question  of  the  invoice  price  has  been  injected  into  the  case, 
where  the  shipper  had  sold  goods  for  a  price  which  exceeded 
the  market  value  of  the  goods  at  the  time  the  shipment  arrived 
or  should  have  arrived  in  the  ordinary  course  of  transportation. 
In  these  cases  it  was  held  that  the  liability  of  the  carrier  is 
limited  to  the  market  value.  See  Gibson  vs.  Inman  Packet  Co., 
164  S.  W.  280  (Ark.) ;  Mo.,  etc.,  R.  Co.  vs.  Witherspoon,  45  S.  W. 
424  (Tex.);  Kansas  City  Sou.  Ry.  Co.  vs.  Marby,  165  S.  W.  279 
(Ark);  N.  Y.  P.  &  N.  R.  Co.  vs.  Chandler,  106  S.  E.  684  (Va.), 
and  M.  C.  Johnson  Motor  Co.  vs.  Payne,  107  S.  E.  252  (S.  C.). 

In  the  absence,  however,  of  a  greater  number  of  decisions 
it  cannot  be  said  that  the  weight  of  authority  is  to  the  effect 
that  a  shipper  will  be  limited  to  the  market  price  if  less  than 
contract  price,  but  in  the  event  it  Is  necessary  to  file  suit  there 
is,  of  course,  the  possibility  that  the  courts  of  the  state  in  which 
suit  is  filed  will  follow  the  decisions  of  the  courts  which  hold 
that  the  market  value  is  the  limit  of  recovery. 

Damages — Measure   of 

California. — Question:  Grower  "A"  ships  commission  mer- 
chant "B"  -100  crates  peaches  to  be  handled  by  "B"  on  10  per 
cent  commission  basis.  Only  90  crates  are  delivered  to  "B" 
at  destination,  which  sell  at  $2  each.  Transportation  claim  is 


filed  by  consignee  "B"  for  10  crates  at  $2  each,  or  $20.  Should 
express  company  or  the  railroad  demand  that  said  claim  be  re- 
duced by  deducting  10  per  cent  commission,  or  $2  (which  the 
commission  merchant  would  have  deducted  had  he  received  the 
entire  shipment)  and  pay  only  $18,  or  should  the  express  or 
railroad  company  pay  the  full  $20? 

Under  the  same  circumstances,  except  that  instead  of  10 
crates  being  short,  they  arrive  broken  and  contents  damaged, 
necessitating  expense  of  repacking  and  recoopering,  after  which 
the  10  crates  sell  at  $1  each  instead  of  $2  each  and  claim  is 
filed  for  $10.  What  amount  should  the  transportation  company 
in  that  case  pay?  Consignee  "B"  has  actually  been  put  to  ex- 
pense of  repacking  and  recoopering,  for  which  no  separate 
charge  is  made,  and  more  trouble  in  selling  the  brokem  crates 
than  would  have  been  the  case  if  no  breakage  had  occurred. 

Has  the  transportation  company  any  legal  right  to  force 
commission  merchant  "B"  to  take  off  of  his  claim  the  amount 
of  commission  which  he  would  have  received  but  for  trans- 
portation company's  negligence? 

If  shipper  "A"  had  filed  shortage  claim  for  $20  or  damage 
claim  for  $10  should  he  be  required  to  deduct  10  per  cent  com- 
mission therefrom  which  "B"  would  have  earned  and  deducted 
when  remitting  net  proceeds  to  "A,"  or  should  "A"  receive  full 
amount  of  his  claim  and  send  "B"  the  10  per  cent  commission 
and  can  you  cite  us  to  any  legal  decisions  bearing  on  these 
points? 

Answer:  The  general  rule,  supported  by  decisions  of  the 
courts  of  a  majority  of  the  states,  is  that  the  market  value  of 
goods  shipped  at  the  place  of  destination  Is  the  criterion  of 
value  by  which  the  amount  of  damages  for  loss  of,  or  injury 
to,  goods  is  to  be  determined,  and  if  the  claim  is  filed  by  the 
shipper  he  is  entitled  to  this  amount  in  settlement  of  his  claim. 
From  this  amount,  however,  the  freight  charges  to  the  point  of 
destination,  if  they  have  not  been  paid,  must  be  deducted. 

We  can  locate  no  cases  in  which  the  question  of  the  de- 
duction of  a  commission  from  the  sale  price  of  a  commodity 
has  been  considered,  other  than  the  case  of  Adams  Express  Co. 
vs.  White,  104  A.  110,  in  which  case  it  was  held  that  where 
calculating  machines  sent  to  a  prospective  purchaser  on  trial 
were  returned  to  the  agent  but  lost  by  the  carrier  in  transit,  in 
an  action  by  the  agent  as  consignee,  the  carrier  was  entitled,  in 
determining  damages,  to  have  commissions  plaintiff  would  have 
earned  if  he  had  sold  the  machines,  deducted  from  the  selling 
price  at  destination. 

It  is  not  clearly  established  by  any  great  number  of  deci- 
sions that,  where  goods  are  damaged  in  transit,  the  expenses 
incurred  by  the  plaintiff  in  restoring  them,  so  as  to  make  them 
marketable  may  be  recovered,  although  the  cases  of  Olcovich 
vs.  R.  Co.,  176  Pac.  459,  and  H.  &  T.  C.  R.  Co.  vs.  Bath,  90  S.  W. 
55,  so  hold. 

However,  it  seems  to  be  a  fair  and  reasonable  rule  that 
where,  through  the  shipper's  efforts,  goods,  which  have  been 
damaged  through  the  negligence  of  the  carrier  have  been  re- 
stored to  their  original  value  or  enhanced  in  value  to  a  figure 
in  excess  of  their  value  in  their  damaged  condition,  after  de- 
ducting the  cost  of  reconditioning,  the  carriers  should  compen- 
sate the  shipper  therefor,  even  though  in  reality  there  is  no  duty 
devolving  upon  the  consignee  to  recondition  or  repair  goods 
which  have  been  damaged  through  the  negligence  of  the  carrier, 
as  he  can  hold  the  carrier  liable  for  any  damage  resulting  from 
the  carrier's  negligence,  although  he  is  charged  with  the  duty 
of  preventing  further  damage  to  the  shipment  if  possible. 

Damages — Measure  of 

Kansas. — Question:  There  has  been  a  great  deal  of  litiga- 
tion and  argument  in  regard  to  the  amount  of  carrier's  liability, 
and  the  writer  has  settled  claims  on  several  different  bases. 
The  question  now  arises  for  consideration  in  regard  to  the 
amount  of  damage  to  be  established  in  a  car  of  Concord  grapes 
from  Michigan  and  also  a  carload  of  Washington  apples. 

These  shipments  both  arrived  In  a  damaged  condition  on 
account  of  the  car  shifting,  and  only  part  of  the  load  was  dam- 
aged. Carriers  contend  that  on  account  of  there  being  no  estab- 
lished carlot  market  value  at  Hutchinson,  that  we  must  accept 
invoice  price  plus  freight  charges. 

We  issue  every  week  a  market  sheet  which  does  not  specify 
whether  the  price  is  carlot  or  less  than  carlot  and  we  are  at- 
taching a  sample  of  the  same  herewith.  We  contend  that  the 
correct  and  level  value  of  any  shipment  to  us  is  the  value  stated 
upon  this  market  sheet,  providing  we  are  able  to  further  furnish 
bona  fide  orders  showing  that  we  have  received  this  market 
price  In  value  for  the  particular  part  of  the  goods  damaged  by 
the  railroad  company. 

Inasmuch  as  there  is  no  car-lot  value  at  Hutchinson  and  the 
further  fact  that  this  commodity  is  very  seldom  sold  in  carload 
lots  at  Hutchinson,  isn't  it  a  fact  that  the  value  at  Hutchinson 
to  this  company  is  that  market  as  shown  on  the  attached  sheet? 
Our  understanding  of  the  Cummins  amendment  Is  that  it  makes 
no  specification  as  to  railroad's  liability  being  in  like  quantities 
whatever  and  the  further  fact  that  apples  are  dealt  with  in 
carload  quantities  only  in  the  larger  cities  and  grapes  in  L.  C.  L. 
quantities  in  the  larger  as  well  as  the  smaller  cities  looks  to 
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General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 

710-11-12  Laclede  Ga»  Light  Building       ST.  LOUIS,  MO. 


I.  L  SLIUNGAME.  Pr.ui 

W.  E.  Mt CARRY.  Vk.-Prti.  tn4  Cool  Mar. 

J.  C.  UTAH.  Tr»«     - 


J.  F.  ROACH. 
fttuafi 

ARTHUR  E.  HAID. 


These  officers  have  had  yean  of  experience  in  railroad 
service  and  are  in  position  to  render  expert  service  to  ship- 
pers anywhere  in  the  United  States. 

We  organize  traffic  departments  for  any  business  or  com- 
mercial body,  place  high-class  managers  in  charge  and 
fully  support  it  from  our  general  office. 

We  furnish  consulting  service  to  your  Traffic  Depart- 
ment, if  you  have  one,  or  will  give  you  expert  traffic  de- 
partment service  if  you  cannot  afford  to  have  a  department 
of  your  own. 

We  furnish  rates;  routes;  handle  rate  cases  with  rate 
committees;  prepare  and  handle  cases  before  the  Interstate 
Commerce  Commission,  State  Public  Service  Commissions, 
or  in  any  Court. 

We  trace  lost  or  delayed  shipments;  assist  in  securing 
cars  for  loading;  furnish  embargo  information,  finding  open 
routes  or  secure  permits. 

We  look  after  our  clients'  business  during  railroad 
strikes,  congestions,  or  other  transportation  emergencies. 

We  audit  freight  and  demurrage  bills  and  secure  refund 
of  overcharges. 

Consultation  service  furnished  on  engineering  problems 
involving  plant  locations,  track  layout,  etc. 

Inquiries  solicited.  List  of  satisfied  clients  furnished  on 
request. 

Reference:  Union  Station  Trutt  Co.,  St.  Louit,  Mo. 


WACO,  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

On*  Block  on  Mary  at  13th  Street 


MUSKOGEE,  OKU.f 


Muskogee  Transfer  &  Storage  Co. 

2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Car*  Distributed 

Railroad  Siding. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

'••*•  South  Canal  Street,  near  Taylor  Hree« 

Taamlnt  ef  Ivory  Deecrlptlen— Crty  Delivery  Sorvtea  and   Canoed 
"ilotrlbwf 


DlatHbutera 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

Moojfton  taiaHna  Winl  m  i.n'i  A..id.*oo  aad  laiarfna  Caoto  W  Wmaiaiii 

B.  R.  &  P.  WAREHOUSE,  Inc. 


UNITED  AMERICAN 


LINES, 


INC. 


m 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Narigation  Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 
INTERCOASTAL  SERVICE 

Between   New   York,   Boston,  Philadelphia  and  LOB 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Beaton           Phila.  Now  York 

8.8.  ORIOAN     Mar.  SI        Apr.    1  afar.  SI 

8.8.  KENTUCKIAN   Apr.     C 

8.8.  ALASKAN     Apr.    I         Apr.  II  Apr.  IS 

8.8.  MEXICAN    Apr.  II 


Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

O.  S.   Facile  Coaat  Port*  U  th«  Principal  Port*  of   th.  Unlu4 

Kia«aMB     and    CoatUo>t— Dlrtct     Fort- 

nl«htlT    Balllart 


Joint  Service*  with 

Hamburg- American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

U.  GEORGIAN     .  . .  .Mar.  IS 

U.  mOUNT   CLINTON    Mar.  SI 

8.8.  tWUERTTKMBERG     Apr.     « 

S.8.  tBAYERN     Apr.  IS 

•J.  'MOUNT    CLAY     Apr.  18 

8,8.  'MOUNT  CARROLL   Apr.  17 

•Cirrin  thlrd-claao  pa»»n««nu  tCabin  and  third-rfau  pau*n*«ra 
LOADING  PIER  It.  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

8JL  OREGON! AN    (via  Baltimore)    Apr.  It 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  CALLIBTO    (via   Baltlaiort  and   Norfolk)    June  7 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  TMKMISTO    (Tla    Norfolk)     .  ,..Mar.  S* 

8.8.  CALLI8TO    (rta   Norfolk)    Apr.  II 

8.8.  ORKGONIAN      Apr.  H 

SJL  GEORGIAN    Mar  IS 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.B.  THEMI8TO     ..Apr.     1 

8.8.  CALLIBTO    ...  ....Apr.  II 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

8.8.  WESTERWALD     Mid-April 

8.8.  SACHSES WALD     Early    Mar 

Tfcroaa*  .III.  of  ladlat  rla   H.mbar,  Unod  to  all  Braadlnarlan 
mm*  Baltic  I'orU 

NEW  YORK  TO  DUTCH  EAST  INDIES 

PaaaB*.    Bolawa»-D»ll.    Pert    Bwottanhan.    8la«aporo.    BaUTia. 
Baauranff,    Buoiafcaya 

8.8.  CLKARWATKB    Apr.  1* 

Lea4ta«    Plor    II,    Pewft    Torailn.l.    Cllftoa.    S.    L 

NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT 

Tuni..    Malta.    Alexandria   and   Syrian    Coait    Porto 

H.«.  CLEARWATKR    Apr.  II 

t^Mut   Pfar   11.   T*mA   T.rmJaal.    ditto.    M.    L 

General  Offices:  39  BROADWAY,  New  York 

T.lrphotw    WHITEHALL    Illl 

WESTERN  FREIGHT  OFFICE 

Chlcav*.  SIT  BMlk   LaSalla  8tn«t  Pbcno  Wakaak  Ull 

BRANCH    OFFICES 

Boiton.  41  Contra!  StroH  Pbou  Con*r*u  J084 

Philadelphia.  Boon*  Bid*.  Phoa*   Lotakwd  TMO 

PilUborch.  Ollnr  Bldr.  Phono  Gr.nt   T4I1-1 

GENERAL   PACIFIC  COA8T   AGENTS 
Wllll.m..   Dinond   oV   Co..   Ill   Saiuomo   St.,  Baa    Frandaco 
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us   as  if  this  would   further  establish   the  value  at  destination 
at  our  market  price  instead  of  what  these  articles  cost  us. 

Answer:  In  the  absence  of  an  established  market  value 
at  destination  for  the  goods  in  question  in  the  quantities  which 
the  claim  covers,  the  fair  and  reasonable  value  of  the  goods 
at  destination  is  the  basis  on  which  the  amount  of  the  carrier's 
liability  is  to  be  computed.  There  is  no  one  and  only  method 
of  arriving  at  this  destination  value,  and  therefore  if  a  shipper 
or  consignee  can  produce  evidence  to  show  what  this  fair  and 
reasonable  value  is,  and  the  burden  is  upon  him  to  do  so,  he 
cannot  be  restricted  to  the  invoice  price  plus  freight  charges 
as  the  measure  of  his  damages.  As  a  matter  of  fact,  however, 
the  invoice  price  is  used  in  many  instances  in  the  voluntary 
settlement  of  claims  because  it  is  a  convenient  and  less  trouble- 
some manner  of  arriving  at  the  amount  of  damage  and,  while  it 
represents  only  the  out-of-pocket  cost  of  the  goods  to  the  con- 
signee, without  any  profit,  it  does  represent  compensation  to 
him  to  a  more  or  less  extent  when  taking  into  consideration 
the  expense  and  risk  of  marketing  the  goods. 

While  list  prices  are  not  necessarily  representative  of  actual 
market  value  nor  conclusive  of  the  fair  and  reasonable  value 
at  destination  which  a  shipper  is  entitled  to  as  damages  for 
loss  or  injury  to  his  goods,  where  such  prices  are  substantiated 
by  proof  of  sale  of  goods  at  such  prices  at  or  about  the  time 
the  damaged  goods  arrive,  the  use  of  such  list  prices  as  a  basis 
for  measuring  the  liability  of  the  carrier  is  proper  and  the  car- 
rier should  be  willing  to  settle  the  claim  on  this  basis. 
Damages — Measure  of 

Massachusetts. — Question:  In  the  February  18  issue  of  The 
Traffic  World  the  "Measure  of  Damages"  is  explained  in  the 
answer  to  "Pennsylvania."  In  part  the  answer  reads:  "The 
retail  price  at  destination  is  not  the  proper  basis  for  the  claim, 
for  this  value  includes  not  only  the  first  cost  of  the  goods,  but 
the  store  rent,  clerk  hire,  insurance  and  a  percentage  of  profit 
which  are  not  actually  a  part  of  the  loss." 

We  are  entering  numerous  claims  covering  shipments  that 
are  intended  for  both  wholesale  and  retail  trade,  and,  in  view 
of  the  McCaull-Dinsmore  case,  also  the  amended  bill  of  lading 
wherein  the  condition  that  loss  and  damage  claims  are  to  be 
entered  at  invoice  value  plus  freight  charges  has  been  elimi- 
nated, have  entered  our  claims  at  the  selling  price  the  goods 
were  intended  to  bring,  this  being  the  value  of  the  merchandise 
to  us. 

Claims  entered  at  invoice  price  plus  freight  charges  do  not 
reimburse  claimant  for  the  following: 

Initial   cost  of  purchasing  the  goods. 

Cost  of  replacing  the  damaged  or  lost  goods. 

Cost  of  handling  damaged  goods  through  warehouse  (more 
expensive  to  handle  damaged  goods  than  goods  in  good  condi- 
tion). 

Cost  of  filing  claims  and  following  up  for  settlement. 

Loss  of  interest  on  money  tied  up  in  claims. 

The  Traffic  World,  issue  of  November  12,  1921,  reported  the 
conference  between  the  National  Industrial  Traffic  League  and 
the  freight  claims  division  of  the  American  Railway  Association 
held  in  Chicago,  September  27,  1921.  At  this  conference  the 
American  Railway  Association  offered  for  consideration,  in  con- 
nection with  loss  and  damage  claims,  the  following: 

Admitting  that  as  a  principle  we  agree  that  in  the  case  of  loss 
of  goods,  if  the  shipper  is  the  claimant,  he  is  seeking  to  recover  all 
that  he  would  have  had.  Nobody  has  paid  him  for  his  goods.  We 
pay  him  his  invoice,  provided  that  was  representative  of  the  value 
at  the  time  of  the  shipment.  In  other  words,  the  value  at  the 
time  and  place  of  shipment,  we  would  pay  the  shipper. 

If  the  claimant  were  the  middleman,  the  johber,  and  the  goods 
never  reached  the  consignee,  and  the  consignee  had  not  paid  the 
Jobber,  and  the  carrier  was  liable,  we  would  pay  him  on  the  basis 
of  what  he  had  actually  sold  the  goods  for  to  the  consignee. 

If  the  consignee  were  the  claimant,  and  he  had  paid  the  middle- 
man, or  the  jobber,  and  we  failed  to  deliver  the  goods  to  the  con- 
FiKnee,  we  would  owe  the  consignee  the  wholesale  value  of  his 
goods  on  the  day  that  they  should  have  reached  him,  according 
to  our  regular  schedule. 

Commenting  on  the  above  quotation,  when  a  shipper  enters 
a  -claim  at  invoice  value  this  includes  all  his  overhead  expenses 
plus  his  profit,  and  certainly  the  shipper  has  no  privileges  that 
the  consignee  is  not  entitled  to;  also,  you  will  note  that  the 
Association  considers  the  wholesale  value  a  fair  value  when 
claims  are  entered  by  the  consignees.  Our  contention  is,  how- 
ever, that  claims  should  be  entered  at  the  retail  selling  price 
when  the  goods  are  intended  for  that  particular  market.  We 
would  much  prefer  to  have  shipments  arrive  in  good  order  and 
handled  in  the  usual  course  of  events  rather  than  to  receive 
them  in  bad  order,  with  the  consequent  annoyance  and  dis- 
ruption of  department  routine,  involving  additional  expense  han- 
dling such  shipments. 

The  "measure  of  damages"  is  of  great  importance  to  ship- 
pers and  receivers,  and  further  advices  appearing  in  The  Traffic 
World  will  undoubtedly  be  appreciated  by  all  subscribers. 

Answer:  It  is  true  that  the  invoice  price,  plus  the  freight 
charges,  does  not  fully  compensate  a  consignee  for  the  loss  of 
or  injury  to  goods  shipped  to  him  and  if  he  is  willing  to  go  to 
the  expense  of  filing  suit  against  a  carrier  he  will  not,  if  he 
can  establish  that  there  was  an  established  market  price  at 


destination,  that  is,  that  goods  of  like  quality  had  been  bought 
and  sold  at  that  place  during  (he  season  in  sufficient  quantity 
and  often  enough  to  show  a  market  value  or  that  the  fair  and 
reasonable  value  exceeds  the  invoice  price,  plus  freight  charges, 
be  held  to  the  latter  figure  as  the  measure  of  his  recovery. 

If  there  is  an  established  market  value,  the  securing  of  a 
settlement  of  a  claim  on  that  basis  either  with  or  without  suit 
is  not,  or  at  least  should  not  be,  a  difficult  or  troublesome  mat- 
ter. The  trouble  is  though,  that  for  many  commodities  there  is 
no  established  market  value  and  the  carrier,  not  being  obligated 
under  the  law  to  settle  on  the  basis  of  the  retail  value,  en- 
deavors to  secure  a  settlement  by  using  the  invoice  value. 
The  fair  and  reasonable  value  which  the  decisions  of  the  courts 
say  is  to  be  used  in  the  absence  of  an  established  market  value 
is  often  so  difficult  of  determination,  depending,  as  it  does,  upon 
so  many  considerations,  or  rather  varying  with  the  commodity 
shipped  and  the  point  to  which  shipped,  that  unless  a  disin- 
terested third  party  is  brought  into  the  case  it  is  seemingly  an 
impossibility  to  get  the  interested  parties  to  agree  upon  what 
the  figure  should  be.  It  is  for  this  reason  that  many  shippers 
are  willing  to  accept  a  settlement  on  the  basis  of  the  invoice 
price  plus  the  freight  charges,  for,  while  it  does  not,  as  you  say, 
fully  compensate  a  shipper  for  his  failure  to  get  the  goods  or 
for  his  loss  resulting  from  their  receipt  in  a  damaged  condition, 
the  acceptance  of  a  settlement  on  this  basis  does  eliminate  a 
lot  of  trouble  and  possible  expense  in  securing  a  settlement  of 
his  claim.  All  of  any  of  the  items  you  mention  are  part  of 
the  damage  resulting  from  the  carrier's  negligence,  but,  even 
though  suit  were  filed  recovery  could  not  necessarily  be  had  of 
each  and  every  item,  for  while  the  law  aims  to  make  an  injured 
party  whole,  it  is  a  well  known  and  accepted  fact  that  a  party 
who  had  been  injured  rarely,  if  ever,  receives  as  damages  an 
amount  which  compensates  him  fully  in  every  respect  for  the 
injury  he  has  sustained.  There  are  so  many  factors  which  may 
be  used  in  determining  what  is  termed  the  fair  and  reasonable 
value  of  goods  at  destination,  that  unless  the  commodity  is 
grain,  live  stock,  etc.,  the  acceptance  of  the  invoice  price  plus 
the  freight,  is,  unless  the  carrier  can  be  convinced  that  he 
should  allow  a  greater  sum,  the  cheapest  way  out  of  the  matter, 
unless  the  amount  involved  is  considerable.  In  other  words, 
the  determination  of  the  destination  value  is  often  so  much  a 
matter  of  uncertainty  that  the  refusal  of  a  carrier  to  settle  a 
claim  upon  the  value  fixed  by  the  shipper  can  be  understood, 
and  for  this  reason  the  provision  formerly  carried  in  the  bill 
of  lading  was  at  least,  as  the  Supreme  Court  said  in  the  McCaull- 
Dinsmore  case,  a  convenience  even  though  not  fully  compen- 
satory in  all  instances. 

Time  When   Cause  of  Action   Accrues 

Pennsylvania. — Question:  Regulations  of  the  Commission 
show  that  the  cause  of  action  in  respect  of  a  shipment  of  prop- 
erty shall,  for  the  purpose  of  section  16,  be  deemed  to  accrue 
upon  delivery  or  tender  of  delivery  thereof  by  the  carrier  and 
not  after. 

The  writer  is  of  the  opinion  that  a  short  time  ago  it  was 
ruled  by  one  of  the  United  States  courts  that  the  cause  of 
action  accrued  at  the  time  unreasonable  charges  were  collected. 
Please  advise  if  you  can  refer  to  such  an  opinion  of  the  courts. 

Answer:  The  case  to  which  you  refer  is  Louisville  Cement 
Co.  vs.  Interstate  Commerce  Commission,  246  U.  S.  638,  the 
Supreme  Court  of  the  United  States  holding  that  the  cause  of 
action  accrued  at  the  time  the  unreasonable  charges  were  col- 
lected and  that  the  time  of  delivery  of  the  shipment  does  not 
fix  the  time  from  which  the  period  of  limitation  runs. 
Notice  of  Claim — Necessity  of  Filing 

New  York. — Question:  In  your  issue  of  The  Traffic  World 
of  February  18,  page  402,  covering  claims,  you  quote  the  case 
of  Barrett  vs.  St.  L.  S.  W.  Ry.  Co.,  23  S.  W.  800,  decided  by 
the  Supreme  Court  of  Arkansas. 

The  writer  quoted  the  above  decision  to  one  of  the  southern 
lines  and  they  come  back  with  the  following  decision  in  support 
of  declination  of  claim,  for  the  reason  that  same  was  not  filed 
in  accordance  with  section  3,  paragraph  3,  of  standard  bill  of 
lading:  G.  S.  &  F.  vs.  Blish  Milling  Co.,  241  U.  S.  190  (May  8, 
1916).  The  carrier  also  contends  that  the  case  of  Barrett  vs. 
St.  L.  S.  W.  evidently  applies  on  intrastate  shipments  and  not 
on  interstate. 

Kindly  advise  whether  the  case  of  Barrett  vs.  St.  L.  S.  W. 
applies  only  on  intrastate  business,  and  whether  this  case  would 
take  precedence  over  the  decision  above  mentioned. 

Answer:  The  Barrett  case  does  cover  an  intrastate  ship- 
ment and,  therefore,  cannot  be  properly  referred  to  in  connec- 
tion with  interstate  shipments.  Until  the  Supreme  Court  of 
the  United  States  has  specifically  construed  the  exception  in 
the  requirement  for  notice  of  claim  provided  for  in  section  20  of 
the  act,  and  the  bill  of  lading,  or  until  a  number  of  the  state 
courts  have  done  so.  it  is  not  possible  to  say  what  shipments,  if 
any,  come  within  the  exception. 
Liability  of  Carrier  for  Delivery  to  Notify  Party  Under  Straight 

Bill  of  Lading  Without  Surrender  of  Indorsed  Bill  of  Lading 

or  Order  from   Shipper 

Washington. — Question:     Recently  a  shipment  of  fruit  was 
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made  on  a  straight  bill  of  lading  by  shipper  consigned  to  shipper, 
advise  prospective  customer.  The  customer's  credit  was  not 
what  It  ought  to  be  and,  acting  in  due  course  of  good  business 
for  full  protection,  sent  the  original  straight  bill  of  lading  and 
order-invoice  attached  to  draft  through  the  banks  for  collection 
In  order  to  effect  delivery  if  the  property  contents  met  require- 
ments of  prospective  customer. 

The  delivering  carrier  permitted  inspection,  which  was  al- 
lowed, and  the  prospective  customer  issued  an  order  to  the 
railroad  agent  to  deliver  the  shipment  to  another  firm,  say,  the 
Elm  Jones  Company.  The  railroad  agent  delivered  the  ship- 
ment without  questioning  the  fact  that  it  was  not  consigned 
to  Elm  Jones  Company,  or  John  Doe  Company,  and  without  the 
surrender  of  the  original  bill  of  lading  or  order  from  shippers. 
The  attached  copy  of  bill  of  lading  shows  how  the  bill  of  lading 
read  in  detail,  eliminating,  of  course,  the  actual  shipper's  and 
consignee's  names. 

We  will  appreciate  your  advising  us  what  the  liability  of 
the  carrier  in  delivering  the  shipment  without  the  shipper's 
order  or  the  surrender  of  the  original  bill  of  lading  properly 
indorsed  over  to  the  prospective  customer  or  Elm  Jones  Com- 
pany. If  you  know  of  any  similar  cases  that  have  been  before 
the  courts  and  decisions  rendered,  we  would  appreciate  your 
furnishing  us  with  one  copy  of  the  decisions  covering  one  or 
two  cases. 

Answer:  In  Sou.  Ry.  Co.  vs.  Hodgson  Bros.,  98  S.  E.  541, 
it  was  held  that:  "Where  an  owner  of  goods  delivers  them 
to  a  railroad  company  to  be  shipped  to  a  designated  point,  and 
a  bill  of  lading  is  issued  to  the  owner,  in  which  he  is  named 
as  both  shipper  and  consignee,  and  which  contains  a  direction 
to  'notify*  a  third  person,  it  is  the  duty  of  the  railroad  company, 
unless  otherwise  instructed  by  the  owner  or  by  some  holder 
of  the  bill  of  lading  properly  indorsed,  after  transporting  the 
goods  to  the  place  of  destination,  to  make  delivery  thereof  to 
the  holder  of  the  bill  o^  lading,  or  one  duly  authorized  by 
such  holder  to  receive  th'e  same.  The  company  is  not  author- 
ized to  make  delivery  to  the  person  designated  to  be  notified, 
to  whom  the  bill  of  lading  has  never  been  assigned,  or  to  any 
other  person  acting  upon  .his  order."  See  also  Florida  Central, 
etc.,  R.  Co.  vs.  Berry,  42  S.  E.  371  (Ga.). 

As  James  Smith  Company,  and  not  John  Doe  Fruit  Com- 
pany, was  the  consignee,  the  carrier  had  no  right  to  deliver 
the  shipment  to  John  Doe  Fruit  Company  or  its  order  without  a 
surrender  of  the  bill  of  lading  properly  indorsed  ot-  am  order 
from  the  shipper. 

Undercharges — Time   Within   Which   Suit   May   Be   Filed  for 

Missouri. — Question:  We  are  presented  with  balance  due 
bill  covering  charges  on  a  shipment  from  East  St.  Louis,  111., 
to  St.  Louis,  Mo.,  which  accrued  in  December,  1917. 

Upon  advice  from  attorneys  we  have  not  yet  paid  the  bill, 
as  we  are  advised  by  them  that  the  limitation  law  in  effect 
at  the  time  of  the  filing  of  the  suit  governs  the  action  and  not 
that  which  was  in  effect  at  the  time  when  the  cause  of  action 
arose  and  that,  therefore,  the  six-year  state  limitation  of  Mis- 
souri would  not  be  the  law  to  govern  the  collection  of  this 
charge,  but  that  the  limitation  in  force  would  be  the  limitation 
under  the  transportation  act  of  1920. 

Kindly  advise  in  regard  to  this  and  also  what  you  consider 
would  be  the  time  limit  before  any  charges  of  this  nature  are 
outlawed. 

Answer:  In  construing  statutes  of  limitation  the  courts 
have  held  that  the  parties  to  an  action  have  no  right  to  any 
particular  limitation  and  that  a  new  statute,  altering  the  period 
of  limitation  may  apply  to  rights  or  suits  which  were  in  exist- 
ence before  the  new  statute  was  passed. 

The  presumption,  however,  is  always  against  any  such  retro- 
active interpretation,  especially  in  the  case  of  suits  already 
pending,  and  it  depends  upon  the  language  of  the  act  and  the 
intent  of  the  legislature,  subject  also  to  the  exception  that  no 
statute  can  cut  the  right  short  peremptorily  without  allowing 
sufficient  time  to  prosecute  suit.  In  such  a  case  the  court  will 
often  prevent  the  retroactive  intent  from  being  frustrated  by 
holding  that  the  act  affects  existing  causes  of  action,  but  runs 
as  to  them  only  from  the  time  of  its  passage. 

This  was  the  holding  of  the  court  in  the  case  of  Lewis  vs. 
Lewis,  7  How.  (U.  S.)  778;  Sohn  vs. -Waterson,  17  Wai.  (U.  S.), 
596,  and  Ross  vs.  Dyvall,  13  Pet.  (U.  S.)  62. 

Prior  to  the  amendment  of  section  16  of  the  interstate 
commerce  act  of  February  29,  1920,  which  incorporated  therein 
the  provision  that  all  actions  at  law  by  carriers  subject  to  the 
act  for  recovery  of  their  charges  or  any  part  thereof  shall  be 
begun  within  three  years  from  the  time  the  cause  of  action 
accrues,  such  actions  were  governed  by  the  statutes  of  limita- 
tions of  the  states  in  which  suit  was  brought.  As  there  is  no 
provision  in  the  interstate  commerce  act  which  has  the  effect 
of  giving  to  the  amendment  of  February  28,  1920,  to  that  act 
a  retroactive  effect,  In  the  absence  of  decisions  of  the  courts 
on  the  question,  it  is  our  opinion  that  the  same  construction 
would  be  given  the  provision  for  the  filing  of  suits  for  the  col- 
lection of  charges  as  was  given  the  statutes  in  the  case  referred 
to  above.  That  Is,  suit  may  be. brought  by  the  carriers  withta 


the  period  of  time  prescribed  by  the  state  statutes,  but  not 
later  than  three  years  from  the  time  of  the  passage  of  the  pro- 
vision now  carried  in  paragraph  3  of  section  16  of  the  interstate 
commerce  act. 

Use  of  Old  Bills  of  Lading 

New  York. — Question:  At  the  present  time  we  have  a  sup- 
ply of  our  own  bills  of  lading  on  hand  to  last  us  for  at  least  a 
year;  is  it  not  possible  for  us  to  continue  using  these  bills  of 
lading  provided  they  are  stamped  as  per  instructions  received 
from  the  railroad,  after  July  1,  1922? 

Answer:  Our  understanding  is  that  the  old  forms  of  bill 
of  lading  properly  stamped  in  accordance  with  instructions  of 
the  chairmen  of  the  three  classification  committees,  as  shown 
in  the  article  on  page  528  Of  The  Traffic  World  for  March  11, 
under  caption,  "Use  of  Old  Bills  Lading,"  may  be  used  only 
until  July  1. 

War  Tax  on  Shipments  "Arriving  at  Destination"  Prior  to  Janu- 
ary 1,  1922,  But  Not  Placed  for  Unloading  Until  After  That 
Date 

Ohio. — Question:  Car  is  consigned  to  our  plant  with  no 
routing  or  railroad  delivery  specified.  Car  arrives  destination 
via  railroad  A,  on  December  31.  Our  plant  is  located  on  tracks 
of  railroad  B,  and,  as  we  cannot  accept  delivery  from  railroad 

A,  instructions  are  issued  to  switch  car  to  our  private  siding 
on  railroad  B,  and  car  is  placed  for  unloading  by  railroad  B, 
January  S.    Bill  for  freight  charges  is  paid  to  railroad  A.    Bill 
for  freight  charges  from  point  of  origin  to  destination  is  pre- 
sented by  railroad  and  switching  charge  is  paid  to  railroad  B. 
Under  these  circumstances,  as  car  could  not  be  unloaded  by 
us  until  January  3,  when  it  was  placed  for  unloading  by  railroad 

B,  please  advise  if,  in  your  opinion,  transportation  service  was 
completed  on  December  31  or  January  3.    In  the  latter  event,  of 
course,  we  are  entitled  to  refund  of  the  war  tax  in  connection 
therewith. 

Answer:  For  a  full  discussion  on  this  subject,  and  the  an- 
swer to  your  question,  see  our  answer  to  "Illinois,"  under  same 
heading,  page  282,  Traffic  World,  issue  of  February  4,  as  ampli- 
fied by  Treasury  Department  ruling  quoted  under  same  title, 
page  501,  Traffic  World,  issue  of  March  4. 

Delay — Measure  of  Damages  When  Goods  Shipped  Under  a 
Contract  of  Sale 

Minnesota. — Question:  Consignee  at  Dayton,  O.,  refuses  sev- 
eral cars  of  potatoes  on  account  of  delay  in  transit,  and  market 
decline.  Shipper  had  cars  sold  outright  and  after  being  notified 
cars  were  refused  instructed  consignee  to  handle  for  their  (the 
shipper's)  account,  which  resulted  in  a  loss  of  $1,500,  which 
includes  consignee's  commission,  $400. 

The  market  declined  considerably  before  the  cars  were  actu- 
ally due  at  destination  and  under  ordinary  conditions  the  shipper 
would  have  been  either  obliged  to  make  some  allowance,  or  the 
consignee  would  have  taken  a  loss,  due  to  no  fault  of  consignee, 
shipper  or  carrier. 

Therefore,  is  it  not  reasonable  that  the  measure  of  damage 
is  the  difference  between  the  market  on  the  day  the  cars  should 
have  and  did  arrive?  Does  carrier's  delay  and  contribution  to 
the  loss,  wipe  out  the  decline  which  took  place  prior  to  the 
delay,  and  is  shipper  entitled  to  full  actual  loss  under  the  Cum- 
mins amendment?  Can  you  quote  court  decisions  on  this? 

Answer:  A  carrier  who  unreasonably  delays  the  transporta- 
tion of  goods  shipped  under  a  contract  of  sale  is  not  liable  for 
any  special  damages  occasioned  by  the  loss  of  the  sale,  as,  for 
instance,  any  profits  the  shipper  would  have  made  by  delivery 
of  the  goods  at  destination,  according  to  the  contract  of  sale, 
unless  at  or  before  the  day  of  the  shipment,  the  carrier  was 
notified  of  the  existence  of  the  contract  and  that  the  goods 
were  being  shipped  in  accordance  therewith.  Grayson  County 
National  Bank  vs.  Nashville,  etc.,  R.  Co.,  79  S.  W.  1094;  Steffen 
vs.  Miss.  River,  etc.,  R.  Co.,  56  S.  W.  1125;  111.  Cent.  R.  Co. 
vs.  Cobb,  64  I.  C.  C.  128;  Philadelphia,  etc.,  R.  Vo.  vs.  Lehman, 
40  Am.  R.  415. 

The  general  rule,  namely,  that  a  shipper  is  entitled  to  re- 
cover the  difference  between  the  market  price  of  the  goods  at 
the  tinae  and  place  at  which  delivery  should  have  been  made,  and 
their  market  value  when  delivery  was  actually  made,  governs 
under  such  circumstances. 


INTERLOCKING  DIRECTORATES,  ETC. 

Officers  of  the  Midland  Terminal  Railway,  Colorado  Mid- 
land Railroad,  and  Cripple  Creek  &  Colorado  Springs  Railroad 
were  permitted  to  retain  their  positions  with  those  roads. 

Charles  M.  MacNeil  was  authorized  to  hold  the  positions  of 
director  of  the  Colorado  Midland  Railroad  and  the  Cripple  Creek 
Central  Railway  in  addition  to  positions  previously  authorized. 

The  Commission  has  authorized  officers  of  the  Saratoga  & 
Schenectady  Railroad,  Rensselaer  &  Saratoga  Railroad,  Albany 
&  Vermont  Railroad,  and  other  carriers  to  retain  their  positions 
with  those  roads. 

John  R.  Morron  was  authorized  to  hold  the  positions  of 
director  of  the  Pullman  Company  and  the  Baltimore  &  Ohio 
Railroad. 
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BROOKLYN  -PERSONAL  SERVICE-  NEW  YORK 

MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

3/«  NORTH  PIER  STREET,  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 


FREIGHT  RATES  FOR  SHIPPERS 


W.  J.  HART  WAN.  Pum.i»»t> 

73Z    FEDERAL  ST. 
CHICAGO.  U.  S.  A. 


From  points  in  the  Eastern  Seaboard,  Central 
and  Middle  Western  Territories  to  Stations 
West  of  the  Mississippi  River,  also  Wisconsin, 
Illinois,  Indiana,  Ohio  and  Michigan,  as  well 
as  East  Bound  Class  Rates  from  Western 
Basing  Points  to  Stations  East  of  the  Indiana- 
Illinois  State  Line. 

A  reproduction  of  the  Class  and  Commodity 
Freight  Rates,  issued  in  loose  leaf  form  with 
a  monthly  distribution  of  revised  pages. 


A  RECORD  OF  RATES  THAT  EVERY  TRAFFIC  DEPARTMENT  NEEDS 


Thi»  Publication  «ill  !>e  »ent  to  you  for  inspection  without 
COM  or  obligation  If  we  are  given  the  privilege. 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  Urge,  theltered  harbor. 


Up-to-date  freight  handling 

Served  by  N.  Y..  N.  H.  *  H.  Railroad 
with  track*  direct  from  pier. 

Modern  warehouse  tpace  on  pier  and 
in  port,  totalling  1.250,000  iq.  ft. 

Direct  cteamer  wrvice  to  Lisbon,  Por- 
tugal, via  Atom  Iilandi. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

or 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 
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EXPRESS  RATE  CASES  REOPENED 

The  Traffic   World   Washington  Bureau 

The  Commission,  without  explanation,  has  reopened  for 
argument  eleven  cases  involving  intrastate  express  rates.  None 
of  these  cases  has  been  finally  decided  by  the  Commission.  The 
Commission's  action,  It  was  said,  may  have  resulted  from  the  de- 
cision of  the  Supreme  Court  in  the  Wisconsin  intrastate  rate 
case  wherein  the  court  sustained  the  Commission's  order  by  link- 
ing section  15a  and  section  13  together.  The  American  Railway 
Express  Co.,  petitioner  in  the  express  rate  case,  however,  is  not 
a  beneficiary  of  section  15a.  Therefore,  any  state-wide  orders 
as  to  intrastate  express  rates  would  have  to  be  supported  solely 
under  section  13  as  discriminatory  against  interstate  commerce. 
There  is  no  question  but  that  the  states  will  argue  relative  to 
the  authority  of  the  Commission  in  the  light  of  the  decision  in 
the  Wisconsin  case.  The  cases  reopened  for  argument,  follow: 

No.  11990,  Texas  Express  Rates;  No.  11991,  Georgia  Express 
Rates;  No.  12093,  California  Express  Rates;  No.  12745,  Illinois 
Express  Rates  No.  12891,  Arkansas  Express  Rates;  No.  12892, 
North  Dakota  Express  Rates;  No.  13066,  Idaho  Express  Rates; 
No.  13067,  Nevada  Express  Rates;  No.  13068,  Arizona  Express 
Rates;  No.  13069,  Montana  Express  Rates;  No.  13070,  Utah  Ex- 
press Rates.  , 


NORTHWESTERN  COAL  RATES 

The   Traffic   World   Washington   Bureau 

.  The  Chicago,  Milwaukee  &  St.  Paul  has  thrown  into  the 
northwestern  coal  situation  something  that  is  said  to  look  like 
a  monkey  wrench  in  the  form,  however,  of  supplement  No.  7 
to  its  I.  C.  C.  No.  B-4331,  effective  April  1,  in  which  it  proposes 
to  carry  coal  from  mines  east  of  the  Ohio-Indiana  line  to  points 
in  Wisconsin  for  the  same  rates  as  apply  on  coal  coming  across 
the  lake  and  through  Milwaukee,  via  the  all-rail  route  through 
Chicago  or  Chicago  Junctions.  The  Northwestern  Coal  Dock 
Operators'  Association  has  protested  on  the  ground  that,  in  ef- 
fect, the  Milwaukee  is  undertaking  to  give  a  free  haul  on  the 
coal  from  .Chicago  to  .Milwaukee.  The  dock  operators  do  not 
relish  the  competition  that  would  be  set  up  in  that  way,  espe- 
cially in  view  of  the  fact  that  the  rail  lines  serving  the  lower 
lake  ports  have  not  indicated,  as  yet,  whether  they  will  or  will 
not  restore  the  lake  cargo  rates  in  effect  during  the  last  season 
of  navigation.  The  lake  cargo  coal  rate  in  operation  during  the 
last  season  was  28  cents  less  than  the  rate  permitted  by  the  Com- 
mission in  its  decision  in  Ex  Parte  74.  It  expired  by  limitation 
either  October  31  or  at  the  close  of  navigation  a  short  time 
thereafter. 

The  northwestern  dock  operators  had  a  conference  with 
the  lines  serving  the  lower  lake  ports  during  the  winter.  They 
told  the  railroads  they  wanted  a  restoration  of  the  lowered 
rate  but  since  that  time  they  have  not  heard  a  thing  on  the 
subject.  The  lines  serving  Chicago  resisted  the  application  of 
the  reduced  lake  cargo  rate  to  any  points  on  the  west  bank  of 
Lake  Michigan  as  long  as  they  could  but  finally  yielded  to  the 
pressure  exerted,  in  part,  by  the  filing  of  formal  complaints  by 
the  users  of  coal  in  Chicago  and  other  points  in  the  lake  region 
not  having  the  benefit  of  the  reduced  lake  cargo  coal  rate,  which 
was  available  to  their  competitors  on  the  east  bank  of  Lake 
Michigan  and  at  Duluth  and  other  upper  lake  ports. 

The  interest  of  the  Milwaukee  in  getting  coal  to  move  all- 
rail  through  the  Chicago  district  is  created  by  the  fact  that  the 
Commission  has  permitted  it  to  acquire  the  Chicago,  Milwaukee 
&  Gary.  That  gives  the  Milwaukee  an  opportunity  to  bring 
eastern  coal  through  the  Chicago  district  over  its  own  rails,  de- 
livery having  been  made  to  the  Gary  road  in  the  outskirts  of 
the  Chicago  district.  Its  all-rail  line  coal  comes  into  competition 
with  the  rail-lake-and-rail  coal  moving  through  Milwaukee  and, 
it  is  suspected,  it  will  be  argued  in  its  behalf  unless  its  rates 
over  the  all-rail  route  are  the  same  as  rates  from  Milwaukee, 
it  will  not  be  able  to  utilize  the  Gary  road  in  the  manner  most 
beneficial  to  it  in  a  financial  sense. 


CHANGES    IN    DOCKET 

Argument  in  12489,  Refinite  Co.  vs.  Director-General  and 
C.  B.  &  Q.,  assigned  for  March  24  to  Washington,  D.  C.,  was 
postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  12929,  interstate  rates  on  grain,  grain  products 
and  hay,  in  carloads,  between  points  in  the  western  and  moun- 
tain-Pacific groups,  and  11703,  in  the  matter  of  intrastate  rates 
within  the  state  of  Illinois  (petition  of  Illinois  Commerce  Com- 
mission), assigned  for  March  24  at  Chicago,  111.,  was  postponed 
to  a  date  to  be  hereafter  fixed. 

Hearing  in  No.  13281,  Smokeless  Fuel  Co.  et  al.  vs.  N.  &  W., 
assigned  for  March  17.  at  Washington,  was  reassigned  for  hear- 
ing March  24  at  Washington  before  Examiner  Kephart. 

No.  12400,  Armour  &  Co.  vs.  A.  G.  S.  et  al.,  should  have 
been  shown  as  set  for  argument  at  Washington,  March  25. 

Argument  in  12454,  Cannelton  Pipe  Co.  vs.  Director-General, 
Southern  Ry.;  12454  (Sub  No.  1).  Huntingburg  Pressed  Brick  Co. 
vs.  Director-General,  Southern  Ry.;  12454  (Sub  No.  2),  TJ.  S. 
Hame  Co.  vs.  Director-General,  Southern  Ry.;  12524,  Indiana  Cot- 


ton Mills  vs.  Director-General,  Southern  Ry.;  12524  (Sub  No.  1), 
John  Obrecht  Sons'  Mfg.  Co.  vs.  Director-General,  Southern  Ry.; 
12524  (Sub  No.  2),  Tell  City  Woolen  Mills  vs.  Director-General, 
Southern  Railway;  12524  (Sub  No.  3),  U.  S.  Brick  Co.  vs.  Direc- 
tor-General, Southern  Railway;  12524  (Sub  No.  4),  Tell  City 
Furniture  Co.  vs.  Director-General,  Southern  Railway;  12524  (Sub 
No.  5),  Knott  Mfg.  Co.  vs.  Director-General,  Southern  Railway; 
12524  (Sub  No.  6),  Tell  City  Flouring  Mills  vs.  Director-General, 
Southern  Railway;  12524  (Sub  No.  7),  Tell  City  Water  &  Light 
Co.  vs.  Director-General,  Southern  Railway;  12419,  National  Roll- 
ing Mill  Co.  vs.  Director-General,  B.  &  O.  et  al.;  12553,  Indiana 
Board  &  Filler  Co.  vs.  Director-General,  B.  &  O.  et  al.;  12553 
(Sub  Xo.  1),  Indiana  Board  &  Filler  Co.  vs.  Director-General,  B. 
&  O.,  and  12654,  Terre  Haute,  Indianapolis  &  Eastern  Traction 
Co.  vs.  Director-General,  C.  C.  C.  &  St.  L.  et  al.,  assigned  for 
March  23  at  Washington,  D.  C.,  was  postponed  to  a  date  to  be 
hereafter  fixed. 


LOAN  APPLICATIONS   DENIED 

Applications  of  the  Northeast  Oklahoma  Railroad  Company 
and  of  the  Tennessee  Railroad  Company  for  loans  from  the 
federal  revolving  fund  have  been  denied  by  the  Commission. 
The  Northeast  Oklahoma  wanted  a  loan  of  $500,000  to  meet 
maturing  indebtedness.  The  Tennessee  wanted  a  loan  of  f  100,000 
for  additions  and  betterments.  In  both  cases  the  Commission 
found  that  the  prospective  earning  power  of  the  applicants,  to- 
gether with  the  character  of  the  security  offered,  did  not  justify 
the  making  of  the  loans. 


C.   P.  &   ST.   L.   CERTIFICATES 

Bluford  Wilson  and  William  Cotter,  receivers  of  the  Chicago, 
Peoria  &  St.  Louis  Railroad  Company,  have  been  authorized  by 
the  Commission  to  issue  $335,000  of  receivers'  certificates  which 
are  to  be  sold  at  not  less  than  par.  The  proceeds  will  be  used 
to  pay  Indebtedness  incurred  in  the  operation  of  the  property. 


BOND   APPLICATION    DENIED 

An  application  of  the  Asherton  &  Gulf  Railway  Company 
for  authority  to  issue  $436,000  of  first  mortgage  bonds  has  been 
denied  by  the  Commission  on  the  ground  that  the  proposed 
issue  was  not  shown  to  be  in  the  public  interest.  The  company 
proposed  to  use  the  proceeds  from  $44,000  of  the  bonds  for  the 
construction  of  an  extension  from  Asherton  to  Carrizo  Springs, 
Tex.,  and  to  deliver  $392,000  of  the  bonds  to  the  estate  of  A. 
Richardson  in  satisfaction  of  an  indebtedness  thereto  for  ad- 
vances amounting  to  $392,123  made  for  the  construction  of  the 
road.  The  investments  in  road  and  equipment  as  of  June  30, 
1921,  was  shown  to  be  $373,108,  or  less  than  the  amount  of  the 
proposed  bond  issue,  the  Commission  said.  It  also  said  a  satis- 
factory showing  of  the  company's  ability  to  earn  the  interest  on 
the  bonds  had  not  been  made. 


SETTLEMENTS    WITH     CARRIERS 

The  United  States  Railroad  Administration  reports  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts:  Central  New  York  Southern  Railroad 
Corporation,  $42,500;  Maxton,  Alma  &  Southbound  Railroad  Com- 
pany, $13,500;  Augusta  Union  Station  Company,  $400;  Tampa 
Union  Station  Company,  $11.500;  and  Birmingham  Terminal 
Company,  $1,824.78. 

The  payment  of  these  claims  on  final  settlements  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  Railroad  Companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  Federal  control. 

The  Commission  has  issued  a  certificate  to  the  Secretary  of 
the  Treasury  stating  that  $3,840.26  is  due  the  Salina  Northern 
under  section  204  of  the  transportation  act. 

The  Commission  has  issued  a  partial  payment  certificate 
calling  for  payment  of  $500,000  to  the  El  Paso  &  Southwestern. 

The  Commission  has  issued  final  certificates  under  section 
209  of  the  transportation  act,  in  favor  of  the  Denver  &  Rio 
Grande  Railroad  Co.,  and  of  the  Buffalo,  Rochester  &  Pittsburgh 
Railway  Co.,  and  a  partial  payment  certificate  under  that  section 
as  amended  by  section  212  to  the  Alton  &  Southern  Railroad  Co. 
As  to  the  Denver  &  Rio  Grande  the  Commission  certified  to  the 
Secretary  of  the  Treasury  that  $477,953.32  is  necessary  to  make 
good  the  guaranty,  the  total  amount  paid  and  to  be  paid  the  car- 
rier having  been  fixed  at  $1,415,453.32.  It  found  that  $61,093.21 
is  due  the  Buffalo,  Rochester  &  Pittsburgh  under  the  guaranty 
provisions.  The  certificate  issued  in  favor  of  the  Alton  &  South- 
ern calls  for  $100,000. 


TELEPHONE  CONSOLIDATION 

The  Commission  has  issued  a  certificate  to  the  effect  that 
acquisition  by  the  Michigan  State  Telephone  Company  of  the 
property  of  the  Valley  Home  Telephone  Company  will  be  of  ad- 
vantage to  the  persons  to  whom  service  is  to  be  rendered  and 
in  the  public  interest.  Both  companies  own  and  operate  tele- 
phone exchanges  and  tell  lines  in  Bay,  Saginaw,  Tuscola,  Gene- 
see,  Sanilac  and  Huron  counties,  Mich. 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHW1ST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

Mt.tM  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1861 

General  Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feat 

Special  attention  given  M«r  iandi*e  Stocks, 
Storage  Account!  and  handling  of  Car- 
load* for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  can  arc  operated  daily  out  of  Dallas  to  Laredo  for 
MnVan  points.    Good*  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  •  rate  bureau.     Freight  rate*  furnished 
upon  application.     Correspondence  solicited. 


INDIANAPOLIS,  IND 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  switching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agentt 

LAREDO,  TEXAS 

Branches  In  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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LOAN  TO  MO.  AND  N.  ARK. 

The  Traffic   World   Washington  Bureau 

W.  A.  Colston,  director  of  the  Bureau  of  Finance  of  the 
Commission,  in  a  letter  to  R.  K.  Cave  and  Festus  J.  Wade,  of 
St.  Louis,  representing  the  security  holders  of  the  Missouri  & 
North  Arkansas,  to  which  the  Commission  last  week  granted 
larger  divisions,  said  the  application  of  the  railroad  for  a  loan 
of  $3,500,000  from  the  federal  revolving  fund  would  be  granted 
under  certain  conditions  stipulated  in  the  letter.  The  loan  is 
desired  to  meet  maturing  indebtedness  reduced  to  judgment  in 
the  receivership  proceedings  and  foreclosure  suits  in  the  federal 
court  for  the  eastern  district  of  Arkansas,  aggregating  $3,000,000, 
and  for  additions  and  betterments  of  $500,000. 

The  conditions  stipulated  in  the  letter  follow: 

(1)  There  shall  be  such  sale  or  other  disposition  of  the  property 
as  will  release  it  entirely  from  all  existing  claims  and  obligations  so 
that  the  government  loan  may  be  protected  and  secured  by  an  absolute 
first  Hen  on  the  company's  property  without  subjection  to  any  priorities 
whatsoever.     Possibly   it  may   be   so   provided   that   the   rolling  stock 
equipment  may  be  released  from  this  requirement  so  that  its  rehabili- 
tation  and  improvement   may   the   better   be   effected,    but   as   to   the 
rolling  stock  equipment  also  all  existing  liens  and  obligations  shall  be 
removed  in  the  foreclosure  sale  so  that  the  reorganized  company  or  Its 
successor  will  take  the  property  free  from  encumbrance. 

(2)  Before  the  loan  is  made  such  proceedings  shall  be  taken  as 
may  be  necessary  to  cancel  all  of  the  stock,  bonds  and  other  securi- 
ties of  the  Missouri  &  North  Arkansas  Railroad  Company  or  of  others 
in  any  way  resting  upon  the  railway  property  and  equipment  and  the 
new  property  shall  be  covered  by  two  issues  of  new  securities  only, 
to-wit: 

First  mortgage  bonds  in  the  amount  of  $5,000,000,  which  are  to 
constitute  a  first  and  paramount  lien  upon  the  railway  property  (with 
the  possible  exception  of  equipment  as  aforesaid),  and  which  are  to  be 
given  as  security  for  the  government  loan  of  $3,500,000. 

Three  million  dollars  of  capital  stock  to  be  turned  over  to  such 
representative  or  committee  as  may  be  authorized  or  organized  to 
receive  the  same  for  those  who  will  pay  or  secure  the  payment  of 
$500,000  of  additional  working  capital  for  the  road.  For  this  $500,000 
of  additional  working  capital  the  contributors  shall  receive  the 
$3,000,000  of  stock.  It  is*  to  be  understood  that  this  working  capital  is 
in  addition  to  any  current  assets  which  may  be  obtained  i  nthe  pur- 
chase of  the  railway  property,  rights,  and  franchises,  and  it  is  to  be 
further  understood  that  conveyance  will  be  made  to  the  reorganized 
company  or  to  the  new  company  to  be  formed  for  taking  over  the 
property,  of'all  current  assets  and  equipment,  materials  and  supplies, 
etc.,  in  addition  to  the  roadway  and  appurtenances. 

(3)  The  committees,   owners,   or   representatives  of  the  property 
shall  secure  the  undertaking  of  the  Mercantile  Trust  Company  of  St. 
Louis  to  supervise  and  regulate  the  disbursements  of  the  proceeds  of 
the  loan  in  accordance  with  the  purposes  for  which  it  is  made  and 
shall  provide  a  fund  of  $60,000,  separate  and  distinct  from  the  railroad 
assets,  to  be  used  in  connection  with  payments  which  it  may  be  pos- 
sible for  the  railroad  company  to  make  to  secure  competent  supervision 
and  operation  of  the  property. 

(4)  Before   the  loan  is  made  authority  for  the  issue  of  all  new 
securities  contemplated  shall   be   secured  in  accordance  with   Section 
20a  of  the  Interstate  Commerce  act. 

Mr.  Wade  is  president  of  the  Mercantile  Trust  Co.,  of  St. 
Louis. 


D.  T.  &  I.  COAL  REDUCTION 

The  Traffic  World  Washington  Bureau 

In  a  protest  on  behalf  of  the  Hazard,  Harlan,  and  Southern 
Appalachian  coal  operators'  associations,  C.  D.  Boyd,  traffic  man- 
ager for  the  associations  mentioned,  has  called  attention  to  what 
he  considers  an  effort  on  the  part  of  the  Detroit,  Toledo  &  Iron- 
ton  to  accomplish,  by  indirection,  the  reduction  in  interstate 
rates  on  coal  from  the  Ironton  and  Jackson  districts  in  Ohio, 
which  the  Commission  forbade  when  the  tariffs  simply  proposed 
to  reduce  the  rates. 

The  proposal  is  contained  in  supplement  No.  3  to  Davis'  I. 
C.  C-  No.  40,  with  an  operative  date  of  April  1.  The  supplement 
proposes  to  re-group  the  mines  in  southern  Ohio.  It  proposes 
to  take  the  mines  now  in  Ironton  group  No.  5  out  of  that  dis- 
trict and  put  them  into  Jackson  No.  4. 

The  effect  of  such  a  regrouping,  the  protestants  contend,, 
would  be  to  reduce  the  interstate  rates  10  cents  per  ton  and  the 
intrastate  rates  14  cents  per  ton. 


I.  C.  C.  ORDERS  ENJOINED 

The  Commission  has  received  notice  of  the  issuance  by  the 
federal  court  for  the  northern  district  of  Ohio,  eastern  division, 
of  a  preliminary  injunction  preventing  the  enforcement  of  the 
Commission's  orders  increasing  the  intrastate  rates  of  the 
Steubenville,  East  Liverpool  &  Beaver  Valley  Traction  Com- 
pany and  of  the  Pennsylvania-Ohio  Power  and  Light  Company. 
Municipalities  through  which  the  lines  operate  attacked  the 
orders  in  the  federal  courts.  The  injunction  was  issued  on  the 
theory  that  the  Commission  has  no  jurisdiction  over  the  traction 
lines.  If  the  finding  is  sustained  by  the  Supreme  Court,  it  is 
believed  the  Commission  would  have  no  authority  to  fix  the 
interstate  rates  of  the  traction  lines. 


TRAIN    SERVICE   COSTS 

Compilations  made  by  the  Bureau  of  Statistics  of  the  Com- 
mission from  selected  accounts  of  180  class  I  roads  to  show 
freight  and  passenger  train  service  unit  costs  for  1921  as  com- 
pared with  1920  reveal  that  the  cost  per  freight  train-mile  in 


1921  was  $1.799,  as  compared  with  $2.054  in  1920,  and  that  the 
cost  of  coal  per  net  ton  was  $4.10  in  1921,  as  compared  with 
$4.20  in  1920.  The  cost  per  passenger  train-mile  was  $0.993  in 
1921,  as  against  $1.098  in  1920. 

CONSOLIDATED   CLASSIFICATION    HEARINGS 

The  hearing  on  Docket  No.  10,  of  the  Consolidated  Classifica- 
tion Committee,  set  for  Atlanta,  April  26,  has  been  postponed  to 
May  2. 


APACHE    SECURITY   ISSUE    DENIED 

An  application  of  the  Apache  Railway  Company  for  authority 
to  issue  550  shares  of  its  capital  stock  and  a  promissory  note  for 
$455,000  to  be  secured  by  a  second  mortgage  has  been  denied  by 
the  Commission  on  the  ground  that  the  proposed  issuance  of  the 
stock  and  note  was  not  compatible  with  the  public  interest  and 
reasonably  necessary  and  appropriate  for  the  proper  performance 
by  the  applicant  of  service  to  the  public  as  a  common  carrier. 
The  proposed  issues,  the  Commission  found,  would  cause  the  ap- 
plicant to  be  excessively  overcapitalized.  It  also  found  that  the 
carrier  had  not  been  able  to  pay  operating  expenses.  The  Com- 
mission said  it  appeared  the  road  had  been  built  chiefly  for  the 
purpose  of  reaching  certain  timber  in  the  Port  Apache  Indian 
Reservation  and  in  the  Sitgraves  National  Forest. 


N.  &  W.  BONDS. 

Authority  has  been  granted  by  the  Commission  to  the  Norfolk 
&  Western  Railway  Company  to  issue  $666,000  of  first  consoli- 
dated mortgage  4  per  cent  bonds  to  be  sold  at  not  less  than  90 
per  cent  of  par  and  accrued  interest  and  the  proceeds  to  be  used 
solely  for  reimbursement  of  applicant's  treasury,  for  payment  of 
$600,000  for  underlying  bonds  which  matured  January  1,  1922. 


JACKSONVILLE  TERMINAL  BONDS 

The  Jacksonville  Terminal  Company  has  been  authorized  by 
the  Commission  to  issue  not  exceeding  $3,100,000  of  refunding 
and  extension  mortgage  bonds,  consisting  of  $2,000,000  of  series 
A  bonds,  to  bear  5  per  cent  interest  and  to  be  exchanged  for  a 
like  amount  of  first  and  general  mortgage  bonds,  and  $1,100,000 
of  series  B  bonds,  to  bear  6  per  cent  interest,  and  to  be  sold  at 
not  less  than  95  per  cent  of  par  and  accrued  interest,  and  the 
proceeds  used  for  capital  purposes.  The  Atlantic  Coast  Line, 
Florida  East  Coast,  Seaboard  Air  Line,  and  Southern  Railway, 
which  control  the  terminal  through  ownership  of  its  capital  stock, 
were  authorized  to  assume  liability  as  guarantors  of  the  bonds. 


N.  W.  P.  BONDS 

The  Northwestern  Pacific  Railroad  Company  has  been  au- 
thorized by  the  Commission  to  issue  $37,000  of  first  and  refunding 
mortgage  bonds  by  selling  and  delivering  them  to  the  Southern 
Pacific  Company  and  the  Atchison,  Topeka  &  Santa  Fe  Railway 
Company  in  reimbursement  of  advances  for  redeeming  underlying 
bonds.  The  Southern  Pacific  and  the  Santa  Fe  own  the  stock  of 
the  company. 

KANSAS  CONSTRUCTION   NOT   PERMITTED 

On  rehearing,  the  Commission  has  affirmed  its  conclusions  in 
former  reports  in  which  the  application  of  the  Golden  Belt  Rail- 
road of  Kansas  for  authority  to  build  a  railroad  between  Great 
Bend  and  Hays,  Kans.,  was  denied.  The  public  utilities  commis- 
sion of  Kansas  held  a  hearing  for  the  Commission  on  the  applica- 
tion and  recommended  that  it  be  denied.  The  Commission  held 
the  proposed  enterprise  gave  no  promise  of  being  self-sustaining 

LOAN   TO   M.,  A.  &  S.   B.   DENIED 

An  application  of  the  Maxton,  Alma  &  Southbound  Railroad 
Company  for  a  loan  of  $84,290.15  to  meet  short  term  notes  of 
$37,250,  to  purchase  leased  rail  at  $37,040.15  and  to  purchase  a 
motor  car  and  trailer  at  $10,000,  has  been  denied  by  the  Com- 
mission. The  company  operates  15.2  miles  of  main  line  railroad 
extending  from  Rowland  to  Alma,  N.  C.,  at  which  latter  point 
connection  is  made  with  the  Seaboard.  The  Commission  said 
that  apparently  no  part  of  the  line  was  more  than  7  miles  from 
stations  on  the  Seaboard  or  the  Atlantic  Coast  Line,  and  that 
the  public  necessity  for  the  line  was  .relatively  small.  It  fur- 
ther found  that  the  prospective  earning  power  of  the  company 
and  the  character  of  the  security  offered  for  the  loan  were 
not  such  as  to  furnish  reasonable  assurance  of  the  applicant's 
ability  to  repay  the  loan,  and  reasonable  protection  to  the  United 
States. 


TRANSPORTATION   OF   EXPLOSIVES 

The  Commission,  by  means  of  an  order  in  No.  3666,  in  the 
matter  of  regulations  for  the  transportation  of  explosives  and 
other  dangerous  articles,  has  authorized  the  publication,  on  one 
day's  notice,  regulations  for  the  transportation  of  explosives 
by  freight  that  have  been  agreed  on  in  the  large  number  of 
conferences  on  the  subject,  the  specifications  for  the  manufac- 
ture of  the  containers  and  their  marking.  The  revised  regula- 
tions and  specifications  are  to  be  effective  March  20. 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


The 

Texas  Mexican 

Railway  Company 


Traffic  RrprrirntitiTri: 
jC.  M.  Fi.h. 
Traffic  Manager, 

Laredo,  Texaa 
W.  C.  Beam.n. 
A»t .  Traffic  Manager, 

Laredo,  Texaa 
J.  P.  Craven, 
General  Agent, 

Laredo,  Texaa 
C.  W.  Fiih. 

Foreign  Freight  Agent, 
•!•  Chemical  Building, 

St.  Loull,  Mo. 

Mr.  Shipper 
and  Consignee: 

In  our  previous  adver- 
tisements we  have  endeav- 
ored   to    convey    information 
that  would  be  of  some  assistance 
to  you  in  sending  shipments  to  and 
from  Mexico.     If  there  is  any  partic- 
ular   information    you  desire,  please 
write  us. 

Shipping  of  the  LAREDO  BERMUDA  ONION  crop  will  begin  about  the 
first  of  April,  and  we  have  arranged  to  handle  all  shipments  routed  TEXAS 
MEXICAN  in  SPECIAL  TRAIN  SERVICE.  It  is  estimated  that  the  move- 
ment will  be  about  fifteen  hundred  cars.  List  of  growers  and  shippers 
furnished  upon  application. 

C.  M.  FISH,  Traffic  Manager. 
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FLORIDA  RAILROAD  ABANDONMENT 

The  Traffic  World  Washington  Bureau 

On  further  hearing  and  consideration  of  the  results  of  sus- 
pension of  operation  for  an  experimental  period,  Attorney- 
Examiner  Ray  W.  Clarke  has  recommended  in  a  supplemental 
report  issuance  by  the  Commission  of  a  certificate  authorizing 
the  abandonment  of  operation  of  a  branch  line  of  railroad  be- 
tween Panama  City  and  St.  Andrews,  Fla.,  operated  by  the 
Atlanta  &  St.  Andrews  Bay  Railway  Co.  The  branch  is  1.89 
miles  in  length. 

On  August  6,  1921,  the  Commission  suggested  that  the 
operation  of  the  road  be  discontinued  for  90  days  to  test  the 
effect  of  what  the  proposed  abandonment  would  be.  This  sug- 
gestion was  carried  out  and  operation  stopped  August  22,  1921. 
The  experimental  period  was  extended  to  120  days. 

"It  is  not  seriously  contended  by  •  any  witness  that  the 
service  on  the  branch  is  of  much  value  in  the  handling  of 
general  merchandise  or  for  the  accommodation  of  passengers," 
said  Mr.  Clarke.  "The  inference  is  strong,  though  established 
in  a  negative  way,  that  operation  of  the  branch  is  of  little  im- 
portance to  the  residents  of  St.  Andrews  generally.  The  record 
shows  no  inconvenience  caused  by  cessation  of  operation  to 
any  resident  of  St.  Andrews  except  the  shippers  of  fish.  The 
service  afforded  by  trucks  and  passenger  automobiles,  making 
scheduled  trips  between  the  two  towns,  appears  to  be  regarded 
by  the  general  public  as  more  convenient  and  expeditious  than 
that  afforded  by  the  branch.  On  the  record  before  us  it  is 
entirely  fair  to  say  that  if  the  branch  is  to  be  restored  and  kept 
in  service,  it  will  be  almost  entirely  for  the  benefit  of  the  two 
dealers  in  fish  who  remain  at  St.  Andrews." 

Since  the  road  was  abandoned,  the  fish  dealers  have  shipped 
by  truck  to  the  raiload  at  Panama  City,  Mr.  Clarke  said. 


COAL  PRODUCTION  REPORT 

"In  spite  of  steadily  increasing  production,  the  mine  reports 
reveal  no  significant  transportation  disability,"  the  Geological 
Survey  said  in  its  current  coal  production  report.  "The  rail- 
roads have  everywhere  been  able  to  handle  the  coal  offered  for 
shipment,  except  in  the  mountain  districts  of  Colorado,  where 
their  task  has  been  increased  by  severe  weather." 

The  output  of  soft  coal  for  the  week  ended  March  11  is  esti- 
mated at  11,058,000  net  tons,  an  increase  of  505,000  tons  over 
the  week  preceding. 

"Production  is  now  much  above  consumption,  and  the  excess 
is  largely  being  accommodated  in  storage  by  consumers,"  the 
Survey  said. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  of  soft  coal  loaded 
daily:  Monday,  March  6,  35,368;  Tuesday,  March  7,  34,974; 
Wednesday,  March  8,  35,506;  Thursday,  March  9,  34,895;  Friday, 
March  10,  35,487;  Saturday,  March  11,  28,771. 

"Preliminary  telegraphic  returns  indicate  that  on  Monday 
and  Tuesday  of  the  present  week  (March  13-18)  loadings  were 
36,300  and  35,150  cars,  respectively.  The  total  for  the  two 
days — 71,450  cars — exceeded  that  on  the  corresponding  days  of 
the  week  preceding  by  about  1,100  cars,  indicating  a  further 
increase  in  production. 

"Shipments  of  anthracite  through  the  Hudson  gateways  of 
Harlem  River, .  Maybrook,  Rotterdam,  Mechanicsville,  Albany, 
and  Troy,  increased  sharply  in  the  week  of  March  11.  The 
carriers  report  forwarding  4,326  cars  against  3,492  the  week 
before.  Shipments  of  bituminous  coal,  on  the  contrary,  declined, 
and  only  3,695  cars  went  forward. 

"The  quantity  entering  New  England  through  the  Rouse's 
Point  gateway,  not  included  above,  was  9  cars  of  anthracite  and 
18  cars  of  bituminous  coal. 

"Although  the  total  quantity  of  coal  handled  over  Hampton 
Roads  piers  decreased  during  the  week  of  March  11,  shipments 
to  New  England  increased.  Dumpings  are  reported  at  347,112 
net  tons,  7  per  cent  less  than  the  week  before.  Cargo  coal 
destined  for  New  England  points  again  exceeded  the  250,000- 
ton  mark." 


ERIE     RAILROAD    BONDS 

The  Erie  has  been  authorized  by  the  Commission  to  sell 
$5,000,000  of  consolidated  mortgage  7  per  cent  extended  bonds 
at  such  price  or  prices  as  to  make  the  average  cost  to  the 
applicant  not  exceed  7.3  per  cent  per  annum  to  maturity,  in- 
cluding all  costs  of  negotiation  and  sale.  The  order  further 
authorizes  the  Erie  to  pledge  $2,500,000  of  the  bonds,  pending 
sale  thereof,  as  security  for  any  short  term  notes  which  may  be 
issued  to  the  War  Finance  Corporation  on  proper  authorization, 
to  pledge  $19,217,000  of  general  lien  4  per  cent  bonds  and  not 
exceding  $8,372,000  of  series  D  and  $440,000  of  series  B  4  per 
cent  convertible  50-year  gold  bonds  as  security  for  a  1-year  6 
per  cent  note  or  notes  for  $10,000,000  which  may  be  issued  to 
the  War  Finance  Corporation  on  proper  authorization,  and  to 
pledge  $8,000,000  of  refunding  and  improvement  mortgage  20- 
year  6  per  cent  gold  bonds  and  $600,000  of  Columbus  &  Erie 


Railroad  Company  first  mortgage  50-year  5  per  cent  gold  bonds, 
as  substituted  partial  security  for  a  loan  of  $8,000,000  made  to 
the  company  from  the  federal  revolving  fund.  The  authoriza- 
tions were  requested  by  the  Erie  to  enable  it  to  meet  the  ma- 
turity of  $15,000,000  of  the  company's  3-year  6  per  cent  gold 
notes,  due  April  1,  1922. 

C.  &  A.   EXTENSION 

The  Chicago  &  Alton  has  applied  to  the  Commission  for  au- 
thority to  extend  its  line  from  Titus,  111.,  to  a  point  on  the  Illi- 
nois river  apposite  Hardin,  111.,  a  distance  of  6.67  miles, 
applicant  said  the  extension  would  reach  and  serve  a  territory 
not   now  having  adequate   transportation   facilities   and   would 
reach  an  important  agricultural  territory  in  the  so-called  Nut- 
wood district  and  would  furnish  an  outlet  by  rail  for  the  ( 
of  Hardin,  which  is  at  present  without  any  rail  facilities  what- 
ever.   The  city  of  Hardin  will  have  the  benefit  of  the  extension 
by  means  of  a  ferry  or  bridge. 

POWER    BRAKE    INVESTIGATION 

The  deposition  of  F.  K.  Vial,  chief  engineer  for  the  Griffin 
Wheel  Co.,  of  Chicago,  and  consulting  engineer  for  the  Associa- 
tion of  Chilled  Iron  Car  Wheel  Manufacturers,  was  taken  before 
Examiner  Money,  in  Chicago,  March  20,  for  use  in  the  Commis- 
sion's power  brake  investigation,  No.  13528.  The  deposition  was 
taken  at  the  request  of  the  Automatic  Straight  Air-Brake  Co.,  of 
New  York,  and  its  object  was  the  identification  and  verification 
of  various  papers  and  letters,  written  by  Mr.  Vail,  in  which  the 
use  of  the  chilled  iron  car  wheel  and  the  automatic  straight  air- 
brake was  advocated. 


Digest  of  New  Complaints 

• 

No.  13360,  Sub.  No.  1.     Moline  Oil  Co.,  Moline,  111.,  vs.  Santa  Fe  et  al. 
Unjust  and  unreasonable   rates  on   fuel  oil   from  group  three  to 
Moline,  III.,  as  provided  in  Boyd's  I.  C.  C.  A916,  effective  Novem- 
ber 1,  1918.     Asks  reparation. 

No.  13568.    Western  Petroleum  Refiners'  Assn.  vs.  Mo.  Pac.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly 
prejudicial  rates  on  fuel  and  gas  oils  in  carload  lots  from  com- 
plainants' refineries  at  points  in  states  of  Texas,  Louisiana,  Arkan 
sas,  Missouri,  Oklahoma  and  Kansas  to  points  in  all  states  of  the 
United  States.  Asks  cease  and  desist  order  and  just  and  reason- 
able rates. 

No.  13571.    Louisville  &  Nashville  vs.  Cumberland  &  Manchester. 

Petition  for  order  prescribing  just,  reasonable  and  equitable 
divisions  of  joint  rates  on  coal  from  stations  on  the  Cumberland  & 
Manchester  to  interstate  destinations.  Alleges  that  present 
divisions  received  by  defendant  are  unjust,  unreasonable,  excessive 
and  inequitable. 

No.   13573.     J.   D.    Hollingshead  Co.,   Chicago,   111.,   vs.   Deering  South- 
western et  al. 

Unjust,  unreasonable  rates  and  in  violation  of  fourth  section,  on 
staves  and  other  cooperage  stock  between  Rives,  Mo.,  and 
Augusta,  Lake  City  and  Ogden,  Ark.,  and  the  various  consuming 
destinations  east  of  the  Mississippi  River,  and  particularly  to 
Detroit,  Toledo,  Pittsburgh,  Philadelphia,  Wheeling,  Chicago, 
Cleveland,  Buffalo,  Syracuse  and  New  York,  on  shipments  moving 
via  the  Thebes  gateway.  Asks  just  and  reasonable  rates  and  such 
facilities  for  shipment  of  cooperage  stock  to  destinations  east  of 
Mississippi  via  Thebes  as  may  be  necessary  and  equal  to  those 
furnished  for  the  movement  of  such  shipments  to  the  same  desti- 
nations via  St.  Louis  and  East  St.  Louis. 

No.  13574.    Watters-Tonge  Lumber  Co.,  Birmingham,  Ala.,  vs.  Director 
General,  as  agent.  South  Georgia  et  al. 

Unjust  and  unreasonable  rates  on  yellow  pine  from  Boyd,  Fla., 
to  Atlanta,  Ga.,  and  reconsigned  to  West  Point,  Ga.  Asks 
reparation. 

No.    13575.     Albany   Perforated   Wrapping  Paper   Co.,   Albany,   N.   Y., 
vs.    C.    R.   I.   &   P.   et   al. 

Unduly  preferential  or  prejudicial  rates  on  toilet  paper,  paper 
toweling  and  paper  towels  from  points  in  Group  A  to  Pacific  coast 
as  compared  with  rates  from  Group  D.  Asks  cease  and  desist 
order  and  just  and  reasonable  rates. 

No.   13576.     B.  J.   Carney  &  Co.   et  al.,   Spokane,  Wash.,  vs.   Director 
General,  as  agent,  Santa  Fe  et  al. 

Unjust,  unreasonable,  excessive,  unjustly  discriminatory  and 
unduly  prejudicial  rates  on  double  and  triple  loads  of  cedar  poles 
from  points  in  Washington,  Oregon,  Idaho,  Montana  and  British 
Columbia  to  various  interstate  destinations  because  in  excess  of 
the  rates  on  fir  lumber  in  single  carloads.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.  13577.     Sonora,  Inc.,  New  York  City,  vs.  D.  L.  &  W.  et  al. 

Unjust  and  unreasonable  rates  on  seven  carloads  of  talking 
machine,  operating  and  sound  assemblies  from  New  York  City, 
Newark,  N.  J.,  and  Harrison,  N.  J.,  to  Saginaw,  Mich.  Asks 
reparation. 

No.  13578.     Peycke  Bros.  Commission  Co.  et  al.,  Kansas  City,  Mo.,  vs. 
Director  General,  as  agent. 

Unjust  and  unreasonable  rates  which  violate  fourth  section  on 
potatoes  from  points  in  North  Dakota  to  Kansas  City.  Asks  for 
reparation. 

No.  13579.     Thomas  R.  Heyward,  Jr.,  trading  as  Thomas  R.  Heyward 
Co.,  Pittsburgh,  Pa.,  vs.  Director  General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prejudicial 
or  preferential  rates  on  fluor  spar  from  Salvisa,  Ky.,  to  Water- 
town,  Mass.  South  Bethlehem,  Pa.,  Sparrows  Point,  Md.,  Rahway, 
N.  J.,  and  Reading,  Pa.  Asks  reparation. 

No.  13580.     The  Colony  Coal  Co.,  Denver,  Colo.,  vs.  Director  General, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  mine  props  and  ties  from  Fox  Park 
to  Dines,  Wyo.  Asks  reparation. 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


The  upper  story  of  our 


,. „ 

freicht.    It  ii  25  feet  above  normal  tide.  tatiarMc  you  absolut 


I  separated  by  14-inch  Arc  walls      A.  D.  T.  Watchman  Service.     LOW  INSURANCE  RATES, 
imately  200.000  sq   ft.  floor  space,  la  devoted  entirely  to  the  handling  of  merchandise  distribution 
'     :e  safety  from  baiards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc.  '  t<^^ 


GALVESTON 

The  Stone  Forwarding  Company 

220—  2Ut   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  lot  fit  failing  schedule  covering 
all  tailings  from  Galveston,  Texas  City  and  Houston. 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new. 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

March  27 — Washington.  D.  C. — Examiner  Kephart: 
12959— The  Coit-Alber  Chautauqua  Co.  et  al.  vs.  Albany  &  Susque- 

hanna  et  al. 
March  27— Galveston,  Tex. — Examiner  Mackley: 

12798— Gal veston  Commercial  Association  vs.  Q.  H.  &  S.  A. 

I.  and  S.  1461 — Cottonseed  products  from  Texas  to  New  Orleans,  La.. 

and  sub-ports  for  export. 
Fourth  Section  Apps.  11516  and  11582  of  A.  C.  Fonda  (in  connection 

with  No.  12798). 

March  27 — Argument  at  Washington,  D.  C.: 

13065— Pittsburgh  Steel  Co.  vs.  Director  General.  Pa.  R.  R.,  et  al. 
12607— Homestead  Valve  Mfg.  Co.  vs.  Director  General,  P.  &  L.  E., 

et  al. 

12917 — Central  Iron  &  Steel  Co.  vs.  Director-General. 
*  I.  and  S.  1425 — Reduced  rates  on  coal  to  Kansas  City,  Mo. 
March  27 — Omaha,  Neb. — Examiner  W.  H.  Wagner: 
I.  and  S.  1482 — Berries  and  fruit  from  Arkansas,  Louisiana  and  Texas 

to  Grand  Island  and  Hastings,  Neb. 
March  27— San  Francisco,  Calif. — Examiner  Hillyer: 
.   and   S.   1478 — Routing  restrictions  on   lumber  from  California  and 

Nevada  to  Colorado  destinations. 

March  27 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 
4662 — Legality  of  express  franks — In  the  matter  of  the  issuance  and 

use  of  passes,  franks  and  free  passenger  service.  ^ 

March  27 — Chicago,  111. — Examiner  Disque: 

I.   and   S.   1501 — Sugar  from   Colorado,   Utah,   etc.,   to  Illinois,   Iowa, 

Minnesota,  Michigan  and  Wisconsin  stations. 
March  28 — Argument  at  Washington,  D.  C.: 

12732 — Helena  Traffic  Bureau  et  al.  vs.  Director-General  and  Mo.  Pac. 
12732    (Sub.    No.   1) — Buckeye   Veneer   Co.   vs.    Director-General   and 

Mo.  Pac. 

12923 — Pioneer  Lumber  Co.  et  al.  vs.  Director- General  and  Nor.  Pac. 
13021   (and  Sub.  No.  1) — The  Wyoming  Sugar  Co.  vs.  Director-Gen- 
eral and  C.  B.  &  Q. 
March  28 — Birmingham,  Ala, — Examiner  Eddy: 

13312 — Birmingham  Commission  Co.  vs.  Director  General  and  I.  C. 
March  28 — San  Francisco,  Calif.- — Examiner  Hillyer: 
13351 — Rolph  Mills  &  Co.  vs.  Director  General. 
13373 — Rolph  Mills  &  Co.  vs.  Director  General. 
March  29 — Washington,  D.  C. — Examiner  Kephart: 
13325 — American  Trona  Corp.  vs.  A.  T.  &  S.  F.  et  al. 
13280 — American  Trona  Corp.  vs.  Sou.  Pac.  et  al. 
March  29 — Argument  at  Washington,  D.  C.: 
12882 — Moore  &  Moore,  Inc.,  vs.  Director- General. 
12930 — Carney  Cement  Co.  vs.   Director-General,   C.'  St.  P.,  M.   &   O. 
12317 — Lackawarina  Steel  Co.  vs.  Director-General. 
12373 — Kneeland-Bigelow   Co.   et  al.   vs.   Director- General  and  Mich. 

Cent. 

March  29 — Chicago,  111. — Examiner  Money: 
12701,   12704,  12710,  12824 — The  Atlas  Portland  Cement  Co.  vs.   C.   B. 

&  Q.  et  al. 
12704  (Sub.   No.  1)— lola  Cement  Mills  Traffic  Assn.  et  al.  vs.  C.  B. 

&  Q.  et  al. 

12704  (Sub.  No.  2)— Lehigh  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12704  (Sub.   No.  3)— Oklahoma  Portland  Cement  Co.  vs.  C.  B.  &  Q. 

et  al. 

12871 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
13387— Missouri  Portland  Cement  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
March  29 — Minneapolis,  Minn. — Examiner  Gerry: 
13206 — Minneapolis  Gas  Light  Co.  et  al.  vs.  Director  General. 

March  29 — San  Francisco,  Calif. — Examiner  Hillyer: 
13354 — Caldwell  Shipping  Co.  vs.  Director  General. 
13332 — Getz  Bros.  &  Co.,  Inc.,  vs.  Director  General. 

March  29 — Kansas  City,  Mo. — Examiner  Wagner: 

I.  and  S.  1483  and  first  and  second  sup.   orders — Horses   and  mules 
from  Kansas  City,  Mo.,  and  Wichita,  Kan.,  to  New  Orleans,   La., 
Memphis,  Tenn.,  and  other  points. 
March  30 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

12978 — The  Quaker  Oats  Co.  vs.   Director  General,   Can.   Natl.   Rys. 

et  al. 

13384 — Greene  Cananea  Copper  Co.  vs.  C.  R.  I.  &  P.  et  al. 
March  30 — Kansas  City,  Mo. — Examiner  W.  H.  Wagner: 

13523 — Board  of  Trade  of  Kansas  City,  Mo.,  et  al.  vs.  A.  T.  &  S.  F. 

et  al. 
March  30 — Minneapolis,  Minn. — Examiner  Gerry: 

13263 — Washburn-Crosby  Co.  vs.  Director  General. 
March  30 — San  Francisco.   Calif. — Examiner  Hillyer: 
13352— W.  P.  Fuller  &  Co.  vs.  Sou.  Pac.  Co. 
13424 — Tulare  Mining  Co.  vs.  Director  General,  Sou.  Pac.   Co. 
March  31 — San  Francisco,  Calif. — Examiner  Hillyer: 

Ex   Parte  73 — In   re   Section  3  of  the  Interstate  Commerce  Act,   as 
amended  by  Section  405  of  the  Transportation  Act,  1920.     (Hearing 
solely  upon  question  of  propriety  and  lawfulness  of  extension  re- 
quested by  McCloud  River  R.  R.) 
13376 — Grayson  Owen  Co.  vs.  Sou.  Pac.  Co.  et  al. 
March  31 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1416 — Storage  in  transit  rules  at  Minnesota  Transfer  on  im- 
port traffic  from  Pacific  coast  ports. 
March  31 — Little  Rock,  Ark. — Examiner  Shanafelt: 
13308— L'Anguille  River  Ry.  et  al.  vs.  I.  C.  et  al. 
March  31 — Atlanta,  Ga. — Examiner  Eddy: 

13385 — International  Agricultural  Corp.  vs.  Director  General. 
April  1 — Duluth,  Minn. — Examiner  Gerry: 

13292 — Duluth  Brewing  and  Malting  Co.  vs.  G.  N.  and  Director  Gen- 
eral. 

13334 — Stack  Construction  Co.  vs.  D.  M.  &  N.  and  Director  General. 
April  1 — Washington,  D.  C. — Examiner  Kephart: 

13310 — The  Davison  Chemical  Co.  vs.  Director  General,  P.  &  R.  et  al. 
April  3 — Brownsville,  Tex. — Examiner  Mackley: 
12782 — Rio  Grande  Valley  Chamber  of  Commerce  et  al.  VB.  St.  Louis, 


Brownsville  &  Mexico  Ry.  et  al.    Such  fourth  section  departures  as 

may  exist. 
April  3 — Louisville,  Ky. — Examiner  Cassldy: 

12713— The  Singer  Mfg.  Co.  vs.  111.  Cent.  R.  R.  et  al. 
12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  Ry.  et  al. 
12715— The  Singer  Mfg.  Co.  vs.  Director  General,  C.  &  E.  I.  R.  R, 

12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L,.  et  al. 

12887— National  Veneer  and  Panel  Mfrs.  Assn.  et  al.  vs.  Aberdeen  & 

Rockflsh  et  al. 
April  3 — St.  Louis,  Mo. — Examiner  Shanafelt: 

I.   and   S.   1496 — Burlap  and   gunny   bags   from   St.    Louis   and   other 

points  to  C.  F.  A.  destinations. 
April  3 — Atlanta,  Ga. — Examiner  Eddy: 

13412— Surcharge   for   transportation  of  passengers   in   sleeping   and 

partlor  cars  between  points  in  the  state  of  Georgia. 
April  3— New  York,  N.  Y.— Examiner  H.  J.  Wagner: 

13402— American  Dyewood  Co.  vs.  A.  C.  L.  R.  R.  et  al. 
April  3 — San  Francisco,  Calif. — Examiner  riillyer: 
Fourth  section  applications  12047,  12097,  12098,  12107. 
Portions  of  fourth  section  applications  1092.  1243,  1244.  1262,  1347  and 

others  filed  by  Sou.  Pac.  Co.,  A.  T.  &  S.  F.  Ry.  and  F.  W.  Gomph. 
Fourth  Section  App.  12179  of  F.  W.  Gomph. 
April  3 — Chicago,  111. — Examiner  Money: 
5626— Grand  Rapids  Plaster  Co.  vs.  L.  S.  &  M.  S.  et  al. 
Fourth  Section  App.  10596  of  E.  B.  Boyd. 
Fourth  Section  App.  12025. 

Other  applications  of  defendant  carriers  protecting  fourth  section 
departures  in  rates  on  plaster,  stucco  and  articles  taking  same 
rates  from,  to  and  between  points  involved  in  Docket  5626.  (In 
connection  with  Docket  5626  and  fourth  section  applications  10596 
and  12025.) 
April  3 — Burlington,  la. — Examiner  W.  H.  Wagner: 

13309— Burlington  Shippers'  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
April  4 — York,  Pa. — Examiner  Jewell: 

12900 — Red  Lion  Board  of  Trade  vs.  Md.  &  Pa.  R.  R.  et  al. 
April  5 — Atlanta,  Ga. — Assistant  Chief  Examiner  Butler: 
12628 — Charleston  Traffic  Bureau  vs.  A.  G.  S.  R.  R.  et  al. 
12675 — Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  S.  R.  R.  et  al. 
I.   and  S.   1385 — Class  and  commodity  rates  from  Savannah,  Bruns- 
wick and  Port  Wentworth,  Ga.,  to  Georgia  destinations. 
April  5 — Philadelphia,  Pa. — Examiner  H.  J.  Wagner: 

13377 — David  Lupton's  Sons  Co.  vs.  Pa.  R.  R. 
April  6 — Harrisburg,  Pa. — Examiner  Jewell: 
12789— The  Central  Iron  and  Steel  Co.   vs.   Campbell's   Creek   R.   R. 

et  al. 

April  6 — Chicago,  111. — Examiner  Money: 
11481 — The  Certain-teed  Products  Corporation  et  al.  vs.  A.  T.  &  S. 

Ry.  et  al. 
I.   and   S.  1468  (and  first  supplemental   order) — Building  and  roofing 

paper  between  Western  Trunk  Line  paints. 
April  6 — Spartanburg,  S.  C. — Examiner  Eddy: 

I.  and  S.  1492 — Coal  from  Virginia  mines  to  points  in  South  Carolina. 
April  6 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1434 — Proportional  grain  rates  from  Minnesota  and  Wiscon- 
sin to  eastern  destinations. 
April  6 — Washington,  D.  C.: 

13528 — Investigation   of  power  brakes   and   appliances   for   operating 

power  brake  systems. 

April  6 — Indianapolis,  Ind. — Examiner  W.  H.  Wagner: 
13238— Citizens  Gas  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
13159  (and  Sub.  Nos.  1,  2  and  3) — Terre  Haute  Paper  Co.  vs.  Director 

General. 

April  7 — Wichita,  Kan. — Examiner  Oliver: 
13366— A.  L.  Derby  vs.  K.  C.  S.  et  al. 

Portions  of  Fourth  Section  Apps.  621  and  629  of  F.  A.  Leland. 
April  7 — Louisville,  Ky. — Examiner  Fleming: 
13504— Standard  Oil  Co.   (Ky.)  vs.  Midland  Valley  et  al. 
13525 — Calumet  Fertilizer  Co.  vs.  L.  &  N.  et  al. 
April  7 — Philadelphia,  Pa. — Examiner  H.  J.  Wagner: 
13383 — National  Retail  Coal  Merchants'  Assn.  vs.  B.  &  O.  et  al. 
6606 — Southern  Pacific  Co.'s  ownership  of  Atlantic  S.  S.  Lines. 
April  7 — Argument  at  Washington,  D.  C.: 
12159 — Consolidated  Press  Association  vs.  Western  Union  Telegraph 

Co. 
10339 — Los  Angeles  Foundry  Co.  vs.  Director  General,  Arizona  &  New 

Mexico  et  al. 

11063 — Holly  Ridge  Lumber  Co.  vs.  Director  General  and  Mo.  Pac. 
April  8 — Williamsport,  Pa. — Examiner  Jewell: 

13490 — The  Lycoming  Motors  Corp  vs.  East  Jordan  &  Southern  et  al. 
13490    (Sub.    No.    1) — Lycoming    Motors    Corp.    vs.    East    Jordan    & 

Southern  et  al. 
April  8 — Argument  at  Washington,  D.  C. : 

12773 — Union  Sulphur  Co.  vs.  Ahnapee  &  Western  Ry.  et  al. 
April  10— Buffalo,  N.  Y.— Examiner  Jewell: 
10287 — Globe  Elevator  Co.  vs.  Director  General,  D.  L.  &  W.  et  al. 

April  10 — Tulsa,  Okla. — Examiner  Oliver: 

11842— General  Iron  Works  vs.  Director  General,  C.  C.  C.  &  St.  L. 
et  al. 

April  10 — New  Orleans,  La. — Examiner  Pitt: 

Fourth  Section  Apps.  461  of  A.  &  V.  Ry.;  601  of  V.  S.  &  P.  Ry.  and 
N.  O.  N.  E.  R.  R.;  752,  753,  756,  767,  758,  764,  765,  766,  767,  1940 
and  1941  of  La.  Ry.  &  Nav.  Co.;  1952  of  L.  &  N.  R.  R.:  2043  of 
Y.  &  M.  V.  R.  R.;  2045  of  I.  C.  R.  R.:  4297  of  N.  O.  G.  N.  R.  R.; 
11467  of  F.  A.  Leland;  11838  of  K.  C.  S.  Ry.;  12133  of  M.  L.  &  T. 
R.  R.  &  S.  S.  Co.,  and  12146  of  G.  C.  L. 

April  10 — Charleston.  S.  C. — Assistant  Chief  Examiner  Butler: 
12628 — Charleston  Traffic  Buream  vs.  A.  G.  S.  R.  R.  et  al. 
12675 — Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  S.  R.  R.  et  al. 
I.   and   S.   1385— Class  and   commodity  rates  from  Savannah,  Bruns- 
wick and  Port  Wentworth,  Ga.,  to  Georgia  destinations. 
April  10 — Amarillo,  Tex.— Examiner  Keene: 

13450— C.  R.  Garner  &  Co.  vs.  C.  B.  &  Q.  et  al. 

13427 — J.  A.  Mclntosh  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 
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READY  NOW 


Straight  and  Order 

BILL  OF  LADING 
FORMS 

• 

In  Triplicate 


Size  8^x11 


We  can  supply  your  im- 
mediate needs  with  these 
stock  forms  in  any  quan- 
tity, or  \\T  can  specially 
print  for  you,  on  short 
notice,  anything  you  may 
require  in  the  way  of 
Bill  of  Lading  Forms. 


The  Traffic  Service  Corporation 

418  South  Market  Street 
Chicago,  Illinois 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct    Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dai  r  en 

SS  WEST  KADER  ....  Mar.  27  SS  EASTERN  SAILOR  .  .  May  8 
SS  LAS  VEGAS  April  17  SS  PAWLET May  29 

Shanghai,  Manila  and  Hongkong 

SS  WEST  KEATS  ....  April  17 

SS  VINITA May  17 

SS  WEST  CATOTE  ...  June  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

Par  information  retarding  Space,  R«tc«.  etc.,  apply  to 

UNITED  AMERICAN  LINES,  INC.,  »  ^"tf.w'fcrk  cit, 
UNITED  AMERICAN  LINES,  INC,  MT  ^fij^m.  Str~'' 
R.  T.  JOHNS  &  COMPANY,  INC, 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Decision  in  Rate  Case 


Announcement  of  the  Commission 
will  likely  follow  within  thirty  days  of 
close  of  the  General  Rate  Inquiry. 

It  will  remove  uncertainty  as  to  the 
future  rate  situation  and  enable  buyers 
and  sellers  to  compute  buying  and  sell- 
ing costs. 

Disordered  relationships,  undue  and 
unfair  disadvantages  to  some,  with 
corresponding  advantages  to  others, 
may  result. 

In  whatever  contingency  that  may 
arise  we  are  well  equipped  to  assist  in 
the  correction  of  any  maladjustment. 
We  prepare  rate  and  statistical  analyses, 
surveys,  comparisons,  digests  of  de- 
cisions, etc. 


The   Traffic     Service    Corporation 

Special  Service  Department 
505  Colorado  Building  WASHINGTON,  D.  C. 
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April  10— Salt  Lake  City,  Utah— Examiner  Hillyer: 

13337— Nephl  Plaster  and  Mfg.  Co.  vs.  D.  &  R.  Q.  W.  R.  R.  et  al. 
April  10 — Owensboro,  Ky. — Examiner  Fleming: 

11497— Owensboro  Chamber  of  Commerce  et  al.   vs.   U   II.   &  St.  L. 

et  al. 

Portions  of  Fourth  Section  Application  No.  1065. 
April  10 — Cincinnati,  O. — Examiner  Eshelman: 
13438 — The  Procter  &  Gamble  Co.   vs.  Director  General,  A.  &  W.  P. 

et  al. 

April  10 — Omaha,  Neb. — Examiner  Seal: 

13236 — Walrath  &  Sherwood  Lumber  Co.  vs.  Director  General. 
13348 — Lee  Colt  Andreesen  Hardward  Co.  vs.  Director  General. 
April  10 — New  York,  N.  Y. — Examiner  Howell: 
13207 — A.  Klipstein  &  Co.  vs.  Director  General,  Sou.  Pac.  et  al. 
13227— The  New  Jersey  Zinc  Co.  vs.  Director  General,  A.  T.  &  S.  F. 

et  al. 

13227  (Sub.  No.  1) — The  New  Jersey  Zinc  Co.  vs.  A.  T.  &  S.  F.  et  al. 
April  11 — Topeka,  Kan. — Public  Utilities  Commission  of  Kansas: 

Finance  Docket  1537 — In  the  matter  of  the  application  of  Kansas, 
Oklahoma  &  Gulf  Ry.  Co.  and  Missouri,  Oklahoma  &  Gulf  R.  R. 
Co.,  under  paragraphs  (18)  to  (21),  Section  1  of  the  interstate 
commerce  act  for  a  certificate  of  public  convenience  and  necessity 
for  the  extension  of  a  line  of  railroad  and  application  under  para- 
graph (18),  Section  15a,  for  permission  to  retain  excess  earnings. 
April  11 — Oklahoma  City,  Okla. — Examiner  Oliver: 

13406— Corporation    Commission    of   Oklahoma    vs.    Arkansas    R.    R. 

et  a.l 
April  11 — Buffalo,  N.  Y. — Examiner  Jewell: 

13445 — Lackawanna  Steel  Co.  et  al.  vs.  P.  R.  R.  et  al. 
April  11— Salt  Lake  City,  Utah— Examiner  Hillyer: 
13304 — The  Utah  Lime  and  Stone  Co.  vs.  A.  T.  &  S.  F.  et  al. 
13305— The  Utah  Lime  and  Stone  Co.  vs.  A.  T.  &  S.  F.  et  al. 
April  11 — New  York,  N.  Y. — Examiner  Howell: 

13240 — Maine  Power  Sales  Co.  vs.  Director  General,  Maine  Central. 
April  11— Omaha,  Neb. — Examiner  Seal: 

13319 — Sunderland  Bros.  Co.  vs.  Director  General,  C.  B.  &  Q. 
13322 — Sunderland  Bros.  Co.  vs.  Director  General,  C.  B.  &  Q.  et  al. 
April  12 — Evansville.  Ind. — Examiner  Fleming: 

13436— Sunlight  Milling  Co.  vs.  L.  &  N. 
April  12 — Argument  at  Washington,  D.  C.: 
12274— American  Fruit  and  Vegetable  Shippers'  Assn.  et  al.  vs.  Ban- 

gor  &  Aroostook  et  al. 
12492 — Maine  Spinning  Co.  et  al.  vs.  Director  General,  Maine  Central 

et  al. 

12076 — Armour  &  Co.  vs.  Nor.  Pac.,  Director  General  et  al. 
April  12— New  York,  N.  Y.— Examiner  Howell: 
13423 — The  American   Agricultural  Chemical   Co.   et  al.   vs.   Director 

General.     • 

13433 — Lester  &  Tonner,  Inc.,  vs.  Long  Island  R.  R.  et  al. 
April  12 — Indianapolis.  Ind.. — Examiner  Eshelman: 

13405 — The  Lafayette  Box  Board  and  Paper  Co.  vs.  Director  General. 
13356 — Coppes  Bros.  &  Zook  vs.  Director  General  and  B.  &  O. 
April  13 — St.  Louis,  Mo. — Examiner  Koch: 

*  I.  and  S.  1499 — Lime  and  lime  rock  from  Mosher  and  St.  Genevieve, 
Mo.,  to  points  in  Wisconsin  and  other  states,  and  such  fourth  sec- 
tion departures  as  may  exist. 
April  13 — Argument  at  Washington,  D.  C.: 
12956 — Carnation  Milk   Products  Co.   vs.   Director  General,    C.   M.   & 

St.  P.  Ry. 
12957 — Carnation  Milk  Products  Co.   vs.   Director  General,   Northern 

Pacific  Ry. 
12958 — Carnation    Milk    Products    Co.    vs.    Director    General,    Great 

Northern  Ry. 
12465 — Silica   Sand   Producers'   Traffic  Assn.   et  al.    vs.   C.   B.   &   Q., 

Director  General  et  al. 

12632 — Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  Pa.  R.  R.,  Di- 
rector General  et  al. 


12640— Rock   Products'    Traffic   League   vs.    N.   Y.    C.,    Director   Gen- 

12577 — Continental  Motors  Corp.  vs.  C.  hi.  &  Q.  et  al. 

12577  (Sub.  No.  1)— Reo  Motor  Car  Co.  vs.  C.  B.  &  Q.  et  al. 
April  13— New  York.  N.  Y.— Examiner  Howell: 

13442 — Le  Prestre  Miller  Stock  Farms,  Inc.,  vs.  Director  General. 

13439 — Standard  Shipbuilding  Corp.  vs.  Director  General  and  C.  R.  R. 

of  N.  J. 
April  13 — Sioux  City,  la. — Examiner  Seal: 

13461— Sioux  City  Live  Stock  Exchange  vs.  C.  St.  P.  M.  &  O.  et  al. 
April   14 — Chicago,   111. — Examiner  Gault: 
o  11074 — Jones  &  Laughlin  Ore  Co.  et  al.  vs.  Director  General,  C.  M. 

&  St.  P.  et  al. 
April  14 — St.  Louis,  Mo. — Examiner  Koch: 

*  13435— Toberman,  Mackey  &  Co.  vs.  B.  &  O.  et  al. 

*  13407— Mississippi   Valley   Iron   Co.   vs.    Director   General,    Mo.    Pac. 

R.  R. 
April  14 — Dallas,  Tex. — Examiner  Oliver: 

I.  and  S.  1497 — Clayed  or  cotton,  burlap  bags  from  various  points  to 
Texas  destinations.     Such  fourth  section  departures  as  may  exist. 
13364 — Rio  Grande  Oil  Co.  vs.  Director  General. 
April   14 — Phoenix,  Ariz. — Examiner  Keene: 
13437 — Traffic  Bureau  of  the  Chamber  of  Commerce,  Phoenix,  Ariz., 

et  al. 

April  14 — Argument  at  Washington,  D.  C.: 
12204 — Gulf  Refining  Co.  of  Louisiana  vs.  Director  General,  K.  C.  S. 

et  al. 

12813— Standard  Oil  Co.  (N.  J.)  et  al.  vs.  Director  General. 
12656 — Michael  S.  Goss  et  al.  vs.  Director  General,  L.  V.  et  al. 
12610— Albert  H.  Traphagen  et  al.  vs.  L.  V. 

April  14 — Cairo,  111. — Examiner  Fleming: 
13451 — Sutherland  Flour  Mills  Co.  vs.  Director  General. 
13358— The  Lack  Redford  Elevator  Co.,   Inc.,  et  al.   vs.  Y.   &   M.  V. 
et  al. 

April  14 — New  York,  N.  Y. — Examiner  Howell: 
13369— International  Paper  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 
13338 — International  Paper  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 

April  14 — Michigan  City,  Ind. — Examiner  Eshelman: 
13440— The  Chicago,  Lake  Shore  &  South  Bend  Ry.  vs.  Indiana  Har- 
bor Belt. 

April  15 — St.  Louis,  Mo. — Examiner  Koch: 

*  11621   and  Sub.   No.  1 — Acme  Cement  Plaster  Co.  vs.  P.  M.  Ry.  Co., 

Director  General,  as  agent,  et  al. 
April  15 — Phoenix,  Ariz. — Examiner  Keene: 

13342— Gila  Water  Co.  et  al.  vs.  Arizona  Eastern  R.  R.  et  al. 
April  15 — Argument  at  Washington,  D.  C.: 

12940 — Glencoe  Lime  and  Cement  Co.  et  al.  vs.  A.  C.  &  Y.  et  al. 
12233 — Hudson  Mule  Co.  et  al.  vs.  Director  General,  A.  T.  &  S.  F.  et 

al.     Such  fourth  section  departures  as  may  exist. 
12811 — Globe  Cotton  Oil  Mills  vs.  Director  General. 
April  15 — Pueblo.  Colo. — Examiner  Hillyer: 

13420 — The  Colorado  Culvert  and  Flume  Co.  vs.   A.   T.   &  S.   F.  Ry. 

et  al. 
April  17 — New  York,  N.  Y. — Examiner  Howell: 

*  13279— Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 

*  13282 — Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 

*  13335 — Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 
April  17 — St.   Louis,  Mo. — Examiner  Koch: 

*  12965— Merchants  Exchange  of  St.  Louis,  Mo.,  et  al.  vs.  Aberdeen  & 

Rockfish  R.  R.  et  al. 

April  17 — Allentown,  Pa. — Examiner  Jewell: 
13149— Pennsylvania  Power  and  Light  Co.  vs.  Director  General,  L.  & 

N.  E. 

13278 — Trojan  Powder  Co.  vs.  P.  &  R.  et  al. 
April  17 — Chicago,  111. — Examiner  Gault: 
13148 — Wisconsin  Dairy  Products  Co.  vs.  Director  General. 


INTERSTATE   COMMERCE   COMMISSION   HEARINGS 

Requests  lor  official  transcripts  of  testimony  taken  In  proceedings  of  tbe  Commission  throughout  the 
country  (except  Washington)  should  be  addressed  to  THE  STATE  LAW  REPORTING  COMPANY,  Official 
Reporters  I.  C.  C.,  Woolworth  Building,  New  York,  or  placed  with  the  Oflicial  Reporters  In  attendance 
at  the  hearings.  Authentic  copies  of  transcripts  can  be  had  from  no  other  source.  The  cost  of  tran- 
scripts Is  placed  at  the  nominal  rate  of  121  _;  cents  a  page,  fixed  by  the  Commission. 

TRANSCRIPTS  OF  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1.  1920.  CAN  BE  FURNISHED. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN 


GEORGE  L.  BOYLE 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special    attention    to    Freight   Rate    Adjustment! 

and   Practice   before   the  Interstate 

Commerce   Commission 

Room   806  American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  ENOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WO OD WARD  BLDQ. ,  WASHINGTON,  D.  C. 

(Tor  t  number  of  yttn  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  years  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Munscy  Bldg..  Washington.  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-18    Liberty   Central   Trust    Building. 
St.   Louis.   Mo. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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• < 

SHIPPING  DECISIONS 

Cases  decided  by  state  and  federal  conn- 

PERSONAL  NEWS  AND  NOTES 
THE  OPEN  FORUM 

• Slate    nii-l     int.-r.l  ,t.      rvRulatlon— 

Loss  and  'lamaxe  claims— Cse  of  oM  Mils  of  Imlln* -Simpll- 
nratlon   of    tariffs 

QUESTIONS  AND   ANSWERS 

Legal   and   practical   questions  answered   by  experts 

NEW   COMPLAINTS 

lions  nie.i  with  the  Commlssk>n 

DOCKET  OF  THE  COMMISSION 

Dates  and  places  of  hearings  and  arguments 
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WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone.  Harrison  8808 


Freight  Rates  Lowered 

on 

Merchandise  Shipments 


On  all  merchandise  taking  3rd,  4th  and  5th 
class  carload  rates  under  Official  Classifica- 
tion and  Class  A  and  5th  Class  carload  rate 
under  Western  Classification  our  Consoli- 
dated Carload  Merchandise  Service  from 
Boston,  New  York,  Newark,  N.  J.,  Philadel- 
phia, Cleveland,  Cincinnati  to  Chicago,  and 
from  Chicago  to  any  of  the  points  above 
mentioned,  as  well  as  to  St.  Louis,  Kansas 
City,  Denver,  Los  Angeles.tSan  Francisco  and 
Seattle,  affords  shippers  that  chance  they 
have  looked  for  to  secure  lower  freight  rates. 


Remember  Ms  OH  your  next  shipment  and  don't 
forget  that  you  not  alone  save  money  by  using  this 
servite,  but  tim«  through  prompt  delivery  of  your 
L.C.L.  shipments  as  enumerated  above. 


1GMML 


Export  and  Domestic  Freight  Forwarder* 

ConaoUdatonof  Household  Goodj.  Machinery.  Automobiles  and  Pianos  and 
General  Merchandise  far  Domestic  •hlpment.  and  everything  for  Export 

General  Offices:  Chicago,  203  South  Dearborn  St. 
Eastern  Offices:    New  York,  Woolworth  Bldg. 

Boston.  Old  South  Bldf .  Cleveland.  Hippodrome  Bldg. 

Buffalo.  EJIicott  Square  Los  Angeles.  Van  Nuyi  Hldg. 

Philadelphia.  Dreiel  Hide  San  Francisco.  Monadnock  Bldg. 

Cincinnati.  Union  Trutt  Bids.  Seattle.  Alaska  Bldg. 

Portland.  Oregon,  ijth  and  Kearney  Sts. 

Writ*  III*  Ntartil  Office 
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What  Determines 
The  Gateway? 


TO  HAVE 
'  WHAT  YOU  WANT 
1  WHERE  YOU  WANT  IT 
WHEN  YOU  WANT  IT 


ON  shipments  for  the  West  and 
Southwest  do  you  select,  with 
a  knowledge  of  conditions  and  a 
careful  comparison  of  advantages, 
the  gateway  through  which  your 
"L.  C.  L."  business  must  pass? 


Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 


Why  I 


Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  intere?'" 
everywhere. 


ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 

describing 

our  transfer 

service 


More  Than  Two  Million  Dollars  Invested  in  Facilities 
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They  stand  the  racket 


Good  Wood  Boxes  ask  no  favors 
from  man  or  weather. 

In  storage  or  in  transit,  they 
stand  up  under  rough  treatment 
and  exposure. 

They  can  be  piled  to  the  roof 
without  cave-in  or  damage  to 
contents.  In  switching  freight 
cars,  loosely  loaded  with  steel 
rods,  farm  implements  and  the 
usual  assortment  of  mixed  freight, 
the  sturdy  sides  of  a  wood  T>ox 
ward  off  many  a  crushing  blow. 


Hooks  or  falls  may  mar  the  sur- 
face but  cannot  injure  the  well- 
packed  goods  within.  If  dam- 
aged, Wood  Boxes  may  be  easily 
repaired.  Grease  and  oils  on  the 
car  floor  do  not  soak  through. 

Whether  you  ship  canned  goods 
or  dry  goods,  machinery  or 
musical  instruments,  butter  or 
bottles,  for  maximum  protection 
pack  your  product  in  Good 
Wood  Boxes  and  earn  the  good 
will  of  your  trade. 


6 


Wood  Boxes 


Backed    by     the     National    Association     of    Box     Manufacturers 


BLIX,  . 


I.RAI.  OH  i 

1553  CON  WAY  BUII.DIV;,  (  MM    V.o 


Eaitrr  ii : 
4J1CALVERT  BLDG., 

ll.iltimore.  Md. 
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Where  to  reach  them 


Addresses  of  Southern  Pacific  Lines 
OFF-LINE  AGENCIES: 


ATLANTA 

D.  Asbury,  General  Agent, 
Healey  Building, 

Forsyth,  Walton  &  Poplar  Sts. 

i  BALTIMORE 

W.  B.  Johnson,  General  Agent, 
Hartman  Building, 
Light  &  Redwood  Streets. 

i  BIRMINGHAM 

S.  J.  Brown,  General  Agent, 
Woodward  Building, 
1st  Ave.  &  20th  St.,  North. 

BOSTON 

E.  S.  Leavitt,  General  Agent, 
Old  South  Building, 

294  Washington  Street. 

CHICAGO 

C.  L.  McFaul,  General  Agent, 
Southern  Pacific  Bldg., 
35  West  Jackson  Blvd. 

CINCINNATI 

H.  F.  Kern,  General  Agent, 
Wiggins  Building, 
5th  &  Vine  Streets. 


CLEVELAND 

R.  McDowell,  General  Agent, 
Hippodrome  Building, 
Euclid  Avenue. 

DENVER 

F.  W.  Sedgwick,  General  Agent, 
Denham  Building, 

18th  &  California  Streets. 

DETROIT 

W.  W.  Hale,  General  Agent, 
Majestic  Building, 
Woodward  &  Michigan  Avenues. 

HAVANA 

W.  E.  Ridgeway,  General  Agent, 
106  Cuba  Street. 

KANSAS  CITY 

L.  B.  Banks,  General  Agent, 
Railway  Exchange  Bldg., 
7th  &  Walnut  Streets. 

MEMPHIS 

L.  C.  Bouchard,  General  Agent, 
Exchange  Building, 
130  Madison  Avenue. 

MEXICO  CITY 

G.  F.  Jackson,  General  Agent, 
Avenue  Cinco  de  Mayo,  No.  32. 


®  NEW  YORK  CITY 

S.  C.  Chiles,  G.  A.  Frt.  Dept., 
A.  J.  Poston,  G.  A.  Pass.  Dept., 
165  Broadway. 

®  OKLAHOMA  CITY« 

J.  A.  Eads,  Traveling  Agent, 
Colcord  Building. 

®  PHILADELPHIA 

F.  T.  Brooks,  General  Agent, 
1602  Chestnut  Street. 

®  PITTSBURGH 

G.  G.  Herring,  General  Agent, 
Chamber  of  Commerce  Bldg., 
Smithfield  St.  &  7th  Ave. 

®  SALT  LAKE  CITY 

J.  E.  Light,  D.  F.  &  P.  Agent, 
Clift  Building. 

® SEATTLE 

C.  M.  Andrews,  D.  F.  &  P.  Agent, 
Hinckley  Building. 

$  ST.  LOUIS 

C.  T.  Collett,  General  Agent, 
Southern  Pacific  Building, 
312  North  Sixth  Street. 
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club  will  have  had  time  to  make  up  its  mind.  It  will  at 
least  be  known  whether  there  is  sufficient  interest  to 
justify  proceeding  with  a  national  organization.  We  be- 
lieve that  interest  is  practically  assured  and  that  it  only 
remains  to  reach  agreement  on  a  form  of  organization 
and  methods  of  procedure. 


FUNCTION  OF  THE  TRAFFIC  CLUBS 
The  Traffic  Club  of  Minneapolis  is  one  of  those 
interested  in  the  proposed  organization  of  traffic  clubs 
(<>T  the  purpose  of  wielding  an  influence  in  national 
transportation  affair-.  We  do  not  recall  whether  that 
club  took  any  action  with  a  view  to  influencing  legisla- 
tion at  the  time  when  the  bill  which  resulted  in  the 
transportation  act  of  1920  was  under  consideration ;  but 
the  following  from  the  inaugural  address,  February  2, 
1920,  of  F.  B.  To\vn-rnd.  who  had  just  been  elected  its 
president,  was  timely  then  and  is  recalled  now  as  illus- 
trative of  the  way  in  which  the  traffic  clubs  could  and 
-hould  be  of  aid: 

It  seems  fitting  at  thli  critical  time  that  the  club  or  Its 
m.  niter*,  through  the  proper  officer*  of  their  respective  com- 
panies, .should  urge  upon  their  representatives  at  Washington  the 
necessity  of  prompt  and  favorable  action  on  the  pending  railroad 
bills.  Considering  the  Importance  of  the  railroad  question,  es- 
pecially to  Minneapolis  and  the  northwest.  It  is  unfortunate  that 
the  public  Is  not  taking  a  greater  interest  In  the  proposed  rail- 
road I**"-  •  It  seems  desirable  for  the  club,  through  Its 
members,  to  take  an  active  part  In  urging  their  representatives 
In  Congress  to  take  prompt  action  on  this  Important  question  to 
the  end  that  the  transportation  facilities  of  the  country  may  be 
Improved  and  enlarged  to  meet  the  growing  needs  of  business. 

The  particular  legislation  that   Mr.  Townsen.l   wa- 
discussing  is  now  a  thing  of  the  past.     But  there 
other  questions  of  equal  moment  and  similar  kind  con- 

tly  arising.  What  he  said  early  in  1920  can  be  s.ml 
with  equal  force  now  about  these  other  questions.  Will 
the  traffic  clubs  see  their  opportunity  and  their  duty? 
Mr.  Banham's  report  (printed  elsewhere)  as  to  replies 
received  to  his  communications  sent  to  the  traffic  clubs 
of  the  country  seems  to  indicate  that  they  are  seeing  it. 
-ty-one  replies  to  seventy-three  letters  shows  interest, 
and  with  few  exceptions  those  replies  show  that  some 

n  has  been  at  lea^t  -tarted. 

Mr.  Banham's  present  i<lt-a  is  to  call  the  organization 
no  ne  time  in   May.     By  then  he  will  have  had 

plenty  of  time  to  communicate  with  every  club  and  every 
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CAMPAIGNS  FOR  REDUCED  FARES 
Solicitation  of  financial  support  from  business  men 
for  campaigns  to  obtain  reduced  passenger  fares — re- 
duced rates  on  mileage  books,  the  issuance  of  five  thou- 
sand mile  interchangeable  mileage  books,  and  the  like — 
seems  to  be  more  than  usually  plentiful  just  now.  It 
may  be  worth  while  to  say  to  those  of  our  readers  who 
might  be  interested  in  this  matter,  that  there  would  seem 
to  be  no  occasion  for  their  giving  money  to  any  one  to 
be  used  for  this  purpose.  As  we  understand  it,  the  reg- 
ular organizations  ,,f  commercial  travelers  are  doing 
evi-ry thing  that  can  be  done  to  accomplish  the  desired 
ends  and  they  ask  no  help  from  the'outside.  This  is  not 
t-i  say  that  outside  help  would  1*  improper,  but  there 
have  been  -o  many  well  established  cases  of  fraud  that 
it  heh..  \one,  before  contributing  to  any  fund  of 

thi-  -ort.  to  look  carefully  into  the  standing  and  meth- 
"<ls  of  those  who  are  doing  the  soliciting.  The  National 
Industrial  Traffic  League  has  considerable  information 
"n  the  subject  and  is  keeping  its  members  advised. 


THE  PUBLIC  AND  RAILROAD  WAGES 
For  the  information  of  the  general  public — mean- 
ing by  "public"  all  who  are  not  direct  parties,  as  rail- 
road employers  or  employes,  to  the  case  now  before  the 
I".  S.  Railroad  Labor  Board — and  of  The  National  In- 
dustrial Traffic  League,  in  particular,  we  wish  to  call 
attention  to  the  fact  that  the  Railway  Business  Associa- 
tion, which  is  composed  of  men  who  sell  railroad  sup- 
plies, has  sent  to  the  Labor  Board  its  views  on  the  pres- 
ent wage  controversy.  The  chairman  of  the  board,  to 
whom  the  communication  was  addressed,  will  lay  it  be- 
fore the  board.  We  do  not  know  whether  the  board 
will  accept  it  as  part  of  the  record  or  reject  it,  or,  if  it 
accepts  it.  how  much  attention  it  will  pay  to  it.  The 
point  is  that  the  Railway  Business  Association  has  done 
it--  duty.  If  the  board  rejects  the  communication  or  ac- 
cepts it  merely  as  a  matter  of  form  without  reading  it 
or  paying  any  attention  to  it,  that  is  not  the  associa- 
tion's fault.  On  the  other  hand,  if  anything  it  has  said 
-orves  to  influence  the  board  and  to  bring  about  a  right- 
eous solution  of  the  problem,  then  the  association  has 
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MOBILE 


says  ROGER  W.  BABSON,  stands  out 
alone  among  the  twenty-four  cities  of  the 
country  which  he  has  recently  visited,  and 
offers  unlimited  possibilities  for  advance- 
ment to  the  young  man  who  is  willing  to 
put  "pep"  into  his  daily  program. 

DAILY  fast  through  freight  service  is 
maintained  by  the 

Gulf,  Mobile  and 
Northern  Railroad 

and  connections,  between  Northern,  East- 
ern and  Western  Points  and 

MOBILE 

Import,  Export  and  Coastwise  Traffic  Handled 
Expeditiously. 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 


MR.  SHIPPER :- 

Have  you  tried  out  the  Natchez  Route,  the  new  route 
between  the  Southeast  and  Southwest  ? 

Adequate  Transfer  Facilities  at  the  Mississippi  River 
and  Dependable  Schedules,  coordinated  with  those  of  con- 
nections and  reliably  maintained  enable  us  to  offer  you  the 
kind  of  service  you  like. 

A  trial  will  convince  you. 

Route  from  the  West  via  Shreveport,  La.,  Stamps  or 
Hope,  Ark.,  care  Natchez  Route. 

Route  from  the  East  via  Mobile  or  Hattiesburg,  care 
Natchez  Route. 


Traffic  Department  Representatives: 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.      622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 
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performed  a  public  service,  as  well  as  a  service  to  its 
members. 

For  the  special  information  c.f  the  Traffic  League, 
wr  also  wjsh  to  call  attention  to  the  fact  that  the  asso- 
ciation presents  no  figures  and  does  not  ask  for  the  priv- 
ilege of  presenting  any.  Neither  does  it  weaken  its  case 
by  saying  that  it  would  be  embarrassed  if  it  were  asked 
to  produce  figures.  It  merely  offers  what  it  believes  to 
be  a  sane,  businesslike  presentation  of  the  situation  from 
its  own  point  of  view  and  "in  the  public  interest."  It 
urges  the  board  to  the  view  that  the  paramount  influ- 
ence in  its  decision  should  be  the  public  interest  and  the 
national  prosperity. 

Though  it  is  true  that  the  board  at  one  time  refused 
to  allow  the  National  Industrial  Traffic  League  to  inter- 
vene in  a  case  before  it  and  that,  on  that  account,  there 
may  have  been  some  natural  hesitancy  on  the  part  of 
business'  organizations  or  individuals  in  offering  their 
views,  it  is  also  true  that  a  member  of  the  board,  in  a 
public  speech,  announced  that  the  board  had  made  a 
mistake  in  that  matter  and  that  its  policy  would  be  dif- 
ferent in  the  future.  But  even  since  that  announcement 
u.is  made  there  has  been  no  attempt,  until  this  'action  of 
the  Railway  Business  Association,  to  present  the  busi- 
ness or  public  view  as  distinguished  from  the  views  of 
the  two  parties  immediately  at  interest.  One  wonders 
wh\.  es|M-i-ially  in  view  of  the  fact  that  the  board  in  no 
-e  binds  itself  by  the  rules  of  legal  practice  in  admit- 
ting evidence.  Newspaper  clippings,  speeches — anything 
— go  into  its  record.  It  would  not  be  strange  if  it  con- 
cluded that  the  public,  or  associations  of  business  men 
who  might  be  expected  to  speak  for  the  public,  had  lit- 
tle interest  in  the  matter.  At  least  it  would  be  hard  to 
reply  to  a  charge  of  that  kind  from  it. 


MONEY  FOR  RIVERS  AND  HARBORS 
As  was  observed  by  one  of  the  congressmen  in  the 
debate  in  the  House  this  week  on  the  appropriation  for 
rivers  and  harbors,  we  seem  to  have  returned  to  nor- 
malcy, at  least  so  far  as  congressional  raids  on  the  good 
old   pork  barrel  arc  concerned.     This  observation   was 
•nined  by  the  action  of  the  House  in  voting  to  in- 
crease  to  $42,000,000   the   appropriation  of  $27,000,000 
recommended  by  the  Bureau  of  the  Budget. 

Of  course,  there  was  the  usual  amount  of  "bunk," 
from  the  gentlemen  who  voted  for  the  increase,  in  their 
attempts  to  justify  their  action.  This  time  they  had 
much  to  say  about  the  inability  of  the  railroads,  in  nor- 
mal times,  to  handle  the  traffic  of  the  country  and  the 

-ity  for  relieving  them  by  providing  adequate  river 
and  harbor  facilities  Kven  admitting  the  force  of  the 
argument,  it  would  be  interesting  to  know  how  much  of 

'Iditional  $15,000,000  voted — or  even  of  the  entire 
appropriation,  for  that  matter — will  go  into  improve- 
ments that  will  actually  relieve  the  railroads  from  the 
burden  of  carrying  the  country's  commerce.  It  would 
be  interesting  also  to  know — on  the  theory  that  any  ap- 
preciable amount  of  the  increase  is  to  go  to  improve- 
ments that  would  relieve  the  strain  on  the  railroads — 
ju^t  how  much  information  those  congressmen  who  jus- 
tified their  votes  on  the  theory  of  aid  being  necessary 
for  the  rail  carriers,  have  about  the  places  where  it  is 


proposed  to  use  the  money.  Without  knowing  a  thing 
about  it,  we  would  be  willing  to  make  a  good-sized 
wager  at  long  odds  that  not  one  of  them  can  discuss 
intelligently  the  specific  needs  of  the  carriers  in  connec- 
tion with  this  rivers  and  harbors  appropriation,  but  that, 
on  the  other  hand,  their  votes  were  influenced  by  the 
desire  for  expenditures  of  money  in  their  districts.  That 
is  the  history  of  such  legislation  and  of  appropriation- 
voting  congressmen. 

Of  course,  any  plea  that  this  money  must  be  voted 
for  the  assistance  of  the  railroads  in  carrying  traffic, 
Bounds  foolish  at  this  time,  when  traffic  is  so  light,  but 
we  do  not  wish  to  make  a  point  of  that.  Times  are  not 
normal  now  and  railroad  distress  will  come  again.  But 
if  Congress  really  wishes  to  help,  it  can  do  so,  not  by 
making  wild  appropriations  for  rivers  and  harbors,  much 
of  which  would  not  be  used  materially  to  increase  trans- 
portation facilities,  and  which,  in  so  far  as  it  was  used 
to  increase  transportation  facilities,  would  make  it  just 
that  much  harder  for  the  rail  carriers  to  make  a  living, 
but  by  adopting  a  sane  policy  toward  the  rail  carriers 
that  will  enable  them  to  earn  an  adequate  revenue  and 
supply  for  themselves  the  facilities  that  are  needed  in 
times  of  heavy  traffic.  This  is  not  to  say  that  water 
transportation  never  can  be  a  valuable  adjunct  to  rail 
carriage,  but  it  is  to  say  that  a  policy  that  will  enable 
the  railroads  now  to  make  an  additional  net  earning  of 
a  dollar  will  go  a  good  deal  further  toward  providing 
adequate  facilities  for  transportation  than  will  the  ap- 
propriation from  the  public  purse  of  ten  dollars  for 

illed  river  and  harbor  improvements. 


RAILROADS  AND  COAL  STRIKE 

The    Trtfic   World   Washington  Bureau 

The  cost  of  transporting  coal  In  an  Important  factor  that 
must  b«  .-il  in  readjusting  the  conditions  surrounding 

the  coal  production  industry.  It  wan  said  at  the  White  I! 
after  President  Harding  and  his  Cabinet  had  had  a  long  dis- 
cussion relative  to  the  Impending  Btrlke  of  coal  miners  April  1. 
It  was  naid  that  the  administration  felt  It  had  exhausted  its 
efforts  to  prevent  cessation  of  work  by  getting  the  miners  and 
i In-  operators  together  The  high  price  of  coal,  which.  It  was 
•aid,  has  caused  the  American  operator  to  lose  his  foreign  mar- 
ket, resulted  from  high  wages  and  still  higher  freight  rates  on 
coal.  Any  solution  of  the  problem,  it  was  said,  must  deal  with 
the  questions  of  mine  production  and  transportation  costs. 

The  chief  operating  officials  of  the  principal  coal  carrying 
railroads  east  of  the  Mississippi  River  met  In  the  office  of  the 
car  service  division  of  the  American  Railway  Association  March 
28  to  consider  how  they  should  handle  cars.  In  anticipation  of 
and  after  the  arrival  of  the  strike  of  soft  coal  miners.  M.  J. 
Oormley,  chairman  of  the  car  service  division,  presided.  There 
were  no  disputes  as  to  the  the  necessity  for  handling  the  cars. 
The  railroads,  for  their  own  use,  have  a  supply  for  about  sixty 
4Ottat  the  present  volume  of  traffic.  The  chief  problems  will  be 
^oevlse  methods  for  distributing  an  ample  car  supply  In  the 
most  economical  way  to  provide  for  the  distribution  of  coal  from 
the  mine  fields  that  are  expected  to  continue  work. 

The  thought  among  the  operating  officials  was  that,  as  in 
the  time  of  the  last  strike,  the  non-union  mines  in  the  West 
Virginia  fields  will  be  the  chief  ones  to  be  supplied.  They  know 
how  to  keep  them  supplied  with  cars,  on  account  of  the  strike  in 
1919. 

That  the  railroads  have  accumulated  an  "enormous  reset  M •" 
of  coal  in  anticipation  of  the  coal  strike  is  shown  in  a  report 
on  commercial  stocks  of  coal  as  of  March  1,  prepared  jointly 
by  the  Bureau  of  the  Census  and  the  Geological  Survey,  and 
made  public  March  29. 

As  to  railroad  fuel  stocks,  the  report  said: 

Th"  American  Hallway  A  Mortal  ion  ha*  courteously  *upplii-il  in- 
formation «.«  lo  the  quantity  of  coal  lirld  liy  tin-  carrier*  on  March  1 
for  railroad  fuel  nnd  nil  other  railroad  <«"•.  Tin-  roiulg  already  heard 
from  had  a  total  of  ll.v." .iiiin  tone,  and  It  is  exported  that  complete 
report*  will  show  over  Ifi.MO.OOO  ton*.  As  the  larxent  Block*  of 
rcrord  in  the  pant  are  Kl.fiin.omi  ton*  on  January  1.  1919.  It  will  In- 
tli.it  tli--  railroad*  have  accumulated  what  Is  for  them  tin  1-11111- 
moti*  rrsrrvr  of  roal.  II  IB  mifllrlent  to  ln*t  on  the  average  42  day* 
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at  the  present  rate  of  consumption.  The  stocks  on  the  day  of  the 
armistice  were  sufficient  for  only  31  days,  part  of  the  difference  being 
the  greater  requirements  of  the  roads  at  that  time. 

In  a  general  summary  of  the  situation  the  report  said: 

Bituminous  coal.  On  March  1  consumers  had  in  storage  approxi- 
mately 52.500,000  tons  of  soft  coal.  By  April  1,  considering  the  rate 
at  which  coal  has  been  leaving  the  mines  recently,  this  reserve  will 
have  Increased  to  at  least  63.000,000  tons,  perhaps  more.  The  quan- 
tity to  be  expected  by  April  1  is  therefore  equal  to  the  maximum 
reached  at  the  end  of  the  war. 

In  terms  of  day's  supply  the  present  stock  appears  even  larger 
than  it  would  in  times  of  normal  business.  At  the  rate  of  consumption 
prevailing  in  January  and  February  the  reserve  on  March  1  was 
sufficient  to  last  43  days  if  evenly  divided.  The  record  stock  on  the 
day  of  the  armistice  was  sufficient  for  only  45  days  if  evenly  divided. 

But  the  stocks  are  never  evenly  divided.  In  every  community 
there  are  consumers  who  store  virtually  no  coal.  It  must  also  be  re- 
membered that  a  certain  minimum  reserve  is  necessary  for  steady 
operation.  When  stocks  dropped  to  20,000,000  tons  in  1920  the  market 
was  seriously  disturbed. 

In  addition  to  this  52,500,000  tons  held  by  consumers  on  March  1 
there  was  5.160,000  tons  on  the  upper  lake  docks.  A  further  reserve 
of  at  least  674,000  tons  was  held  in  storage  by  the  producers  of  coal 
either  at  the  mines  or  at  intermediate  points. 

By-product  coke.  Stocks  of  surplus  coke  at  by-product  coke 
plants  have  declined  slightly  since  January.  The  quantity  remain- 
ing on  March  1  was  about  1,000,000  tons,  most  of  which  can  be  uscJ 
for  household  fuel. 

Anthracite.  Retail  coal  dealers'  stocks  on  March  1  were  about 
the  same  as  a  year  ago,  but  much  larger  than  in  1919  and  1920. 

The  carry-over  on  the  upper  lake  docks  is  large.  The  latest  sta- 
tistics of  producers'  stocks  of  anthracite  (November  1),  showed  4,500,- 
000  gross  tons  on  hand,  of  which  1,800,000  tons  were  domestic  and 
2,700,000  tons  steam  sizes. 

COAL   PRODUCTION   REPORT 

With  a  nation-wide  coal  strike  then  less  than  two  weeks  off, 
coal  production  declined  in  the  week  ending  March  18  from 
11,115,000  to  10,784,000  net  tons,  according  to  the  weekly  report 
of  the  Geological  Survey. 

"In  spite  of  the  decrease,"  it  said,  "the  output  so  far  ex- 
ceeded estimated  consumption  as  to  provide  nearly  two  and  a 
half  million  tons  to  he  added  to  consumers'  stock  piles.  How 
much  is  in  storage,  however,  will  not  be  accurately  known  until 
the  forthcoming  report  on  stocks  is  issued. 

"From  the  following  statement  of  cars  of  coal  loaded  daily 
it  will  be  seen  that  loadings  were  heavy  on  Monday,  March  13, 
that  they  began  to  decline  on  Wednesday,  but  that  on  Friday 
they  appeared  to  be  increasing  again.  Monday,  March  13,  36,347; 
Tuesday,  March  14,  34,426;  Wednesday,  March  15,  33,737;  Thurs- 
day, March  16,  33,076;  Friday,  March  17,  34,053;  Saturday,  March 
18  28,572. 

"Such  preliminary  telegraphic  returns  as  have  so  far  been 
received  indicate  that  on  Monday  and  Tuesday  of  the  present 
week  (March  20-25)  there  were  loaded  35,600  .and  36,000  cars. 
The  total  for  the  two  days,  71,600  cars,  was  about  800  cars 
greater  than  on  the  corresponding  days  of  the  week  preceding, 
suggesting  a  recovery  in  production. 

"The  movement  of  bituminous  coal  across  the  Hudson  gate- 
ways into  New  England  recovered  during  the  week  of  March 
18,  but  the  quantity  of  anthracite  forwarded  was  less.  Accord- 
ing to  report  furnished  by  the  courtesy  of  the  American  Railway 
Association  there  were  4,064  cars  of  bituminous  coal  forwarded 
through  the  Hudson  gateways,  and  74  cars  through  Rouse's 
Point.  The  number  of  cars  of  anthracite  forwarded  was  3,692 
over  the  Hudson,  and  10  through  Rouse's  Point. 

"The  dumpings  over  Hampton  Roads  piers,  in  the  week  of 
March  18,  are  reported  at  393,635  net  tons,  an  increase  of  46,528 
tons  over  the  preceding  week.  The  increase  occurred  in  the 
quantity  of  cargo  coal  shipped  to  New  England.  Exports  de- 
clined from  46,000  to  17,000  tons." 


what  they  deemed  the  essential  facts  brought  out  by  witnesses. 
Commissioners  Hall  and  Lewis  also  made  notes.  The  former 
has  a  little  red  note  book  in  which  he  sets  down  things  that  ap- 
peal to  him  as  of  especial  pertinence. 

Any  expression  as  to  how  long  it  will  take  the  commis- 
sioners to  reach  a  conclusion  after  they  have  agreed  on  what 
are  the  important,  significant  facts  developed  in  the  testimony, 
it  is  believed,  would  be  no  more  than  a  guess.  Consideration 
until  the  end  of  April  would  not  be  surprising,  because  there 
are  so  many  phases  to  be  considered. 

The  fundamental  question  is  as  to  whether  the  Commission, 
without  violating  the  constitutional  provision,  can  order  a  gen- 
eral reduction  covering  even  one  so  necessary  a  commodity  as 
coal.  The  next  question,  it  is  believed,  is  whether,  under  sec- 
tion 15a,  Congress  has  given  the  Commission  such  a  discretion 
as  would  enable  it  to  say  that,  in  its  estimation,  a  reduction  in 
the  rates  on  coal,  for  example,  would  so  stimulate  business  as 
to  make  the  financial  condition  of  the  carriers  better  at  the  end 
of  the  year  than  it  would  have  been  had  there  been  no  change 
in  rates. 

The  courts,  in  cases  that  arose  prior  to  the  revision  of  the 
act  to  regulate  commerce,  leans  strongly  to  the  proposition  that 
a  regulating  body  could  order  lower  rates  on  the  theory  that 
lower  charges  would  give  a  greater  net  revenue  than  higher 
charges,  because  the  lower  ones  would  invite  a  larger  volume 
of  business. 

But,  in  the  way  of  that  theory,  it  has  been  suggested,  stands 
the  fact  that  when  the  railroads  had  the  largest  volume  of  busi- 
ness ever  known,  they  earned  less  than  the  Commission  esti- 
mated the  rates  prescribed  by  it  in  Ex  Parte  74  would  produce. 

A  mere  statement  of  the  complications,  it  is  suspected,  will 
cause  those  vitally  interested  to  come  to  the  conclusion  that 
Commissioner  Esch,  when  he  spoke  of  the  first  week  in  April  as 
the  time  when  a  decision  might  be  made,  was  just  speaking 
broadly,  in  an  effort  to  convey  the  impression  that  the  decision 
was  not  a  matter  that  would  require  months  to  produce. 


DECISION  IN  GENERAL  INQUIRY 

The  Traffic   World   Washington  Bureau 

It  is  regarded  as  a  certainty  that  serious  and  detailed  con- 
sideration of  the  general  rate  inquiry  facts  will  be  begun  by  the 
Commissioners  at  their  stated  conferences  to  be  begun  Monday, 
April  3.  While  it  would  not  be  impossible  for  them  to  reach  a 
conclusion  in  the  first  week  of  April,  as  has  been  suggested  by 
Commissioner  Esch,  promulgation  of  a  report  and  order  in  the 
case  in  that  seven-day  period  would  be  surprising.  Com- 
missioner Esch's  colleagues  did  not  interpret  his  suggestion  that 
they  might  make  a  report  the  first  week  in  April  as  meaning 
that  his  judgment  was  that  the  whole  thing  would  be  concluded 
within  the  first  seven  days  of  the  month.  On  the  contrary,  they 
regarded  what  he  said  as  more  of  an  expression  of  a  hope  than  of 
an  expectation  based  on  anything  that  had  been  done. 

At  the  time  this  was  written  it  was  thought  among  those 
knowing  something  about  the  vast  amount  of  routine  work  to 
be  done,  that  the  four  commissioners  who  listened  to- the  testi- 
mony would  have  ready  for  submission  to  their  colleagues  at 
the  conference,  April  3,  a  statement  of  what  they  deemed  the 
facts  established  by  the  testimony.  On  such  a  statement  of  facts 
the  discussions  of  the  commissioners  must  be  based.  The  record 
is  so  voluminous  that  it  would  be  an  endless  task  for  each  com- 
missioner to  undertake  to  read  the  whole  of  it. 

At  the  hearings  Traffic  Director  Hardie,  Chief  Examiner 
Quirk,  and  M.  O.  Lorenz,  director  of  statistics,  made  notes  on 


HEARINGS  ON  WESTERN  COAL  RATES 

The   Traffic   World   Washington  Bureau 

The  Commission  announced  that  hearings  will  be  held  in 
May  at  representative  western  points,  such  as  Denver,  Salt  Lake, 
Butte,  Seattle,  San  Francisco,  Phoenix,  and  El  Paso,  in  the  gen- 
eral investigation  of  rates  on  bituminous  coal  in  the  west. 
Parties  desiring  to  be  present  should  promptly  advise  the  Com- 
mission and  the  respondent  carriers  interested  of  the  particular 
matters  and  rates  which  they  desire  to  have  considered.  In  so 
far  as  practicable,  it  is  desired  that  rates  to  points  in  Colorado 
be  considered  at  the  hearing  at  Denver,  to  points  in  Utah  at 
Salt  Lake  City,  to  points  in  Montana  and  Idaho  at  Butte  or 
Salt  Lake  City,  to  points  in  Washington  and  Oregon  at  Seattle, 
to  points  in  Nevada  and  California  at  San  Francisco,  and  to 
points  in  Arizona  and  New  Mexico  at  Phoenix  or  El  Paso. 

PETITIONS  FOR   REHEARING,  ETC. 

Complainant  in  No.  11237,  W.  H.  Daugherty  &  Son  Refining 
Co.  vs.  Director-General,  B.  &  O.,  et  al.,  has  asked  the  Commis- 
sion to  grant  a  reargument  of  that  case. 

The  Postmaster-General  and  the  respondent  carriers  have 
asked  the  Commission  to  rescind  so  much  of  its  order  of  Novem- 
ber 18,  1921,  in  No.  9200,  Railway  mail  pay,  as  amends  section 
8  of  the  order  of  December  23,  1919,  and  to  change  that  section 
to  read  as  follows:  "8.  Whenever  a  regular  authorization  is 
exceeded  on  fifty  per  cent  or  more  of  the  trips  in  any  calendar 
month,  the  appropriate  higher  unit  shall  be  authorized.  This 
rule  will  not  apply  to  the  month  of  December." 

Complainant  in  No.  10741,  Cedar  Rapids  Gas  Co.  vs.  Director- 
General,  C.  R.  I.  &  P.  et  al.,  has  asked  the  Commission  to  make 
certain  modifications  in  its  report  and  order  in  that  case. 

Complainant  in  No.  12549,  Gulf  Refining  Company  of  Lou- 
isiana vs.  Director-General,  Pennsylvania  et  al.,  has  filed  a  sup- 
plemental petition  asking  for  a  rehearing  of  that  case. 

The  Director-General  has  asked  the  Commission  to  reopen 
No.  12142.  John  M.  Buckland  vs.  Director-General,  as  agent,  on 
the  question  of  paying  and  bearing  the  freight  charges  on  the 
shipments  involved. 

STATE    AND    FEDERAL    CO-OPERATION 

The  Traffic  World  Washington  Bureau 

Negotiations  between  the  Commission  and  the  state  commis- 
sions have  been  going  forward  relative  to  the  adoption  of  a  plan 
for  effective  co-operation  between  the  federal  and  state  bodies 
in  the  regulation  of  intrastate  commerce.  The  ban  of  secrecy 
on  the  conferences  has  not  been  lifted  but  it  was  said  that 
"progress  is  being  made,"  and  that  a  statement  would  be  issued 
when  a  program  has  been  agreed  on. 
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Enforcement  of  Section  28. — Attempts  by  other  branches  of 
the  government  to  reduce  the  power  of  the  Commission  is  sug- 
gested, to  those  who  have  been  long  familiar  with  the  authority 
and  work  of  the  oldest  regulating  body,  by  the  course  the  Ship- 
ping Board  has  laid  out  for  Itself  In  the  matter  of  section  28. 
of  the  Jones  shipping  law.  Notwithstanding  the  exposition  of 
the  chaos  and  damage  that  would  follow  the  enforcement  of  that 
section,  as  made  by  the  Commission  in  its  last  annual  report,  the 
Shipping  Board,  according  to  the  understanding  as  to  its  plan, 
proposes  going  ahead  to  find  out  whether  there  are  ships  of 
American  registry  at  any  port  sufficient  to  meet  Its  needs.  If  It 
find*  that  there  are.  it  is  going  to  certify  that  fact  to  the  Com- 
mission and  thereby  force  the  Commission  to  declare  section 
28  in  effect,  regardless  of  the  hurt  that  may  be  done  to  the  port 
having  ships  enough,  or  to  any  of  its  neighbors.  By  so  doing, 
of  course,  the  Shipping  Board  may  upset  rail  rate  adjustments 
that  have  been  In  effect  for  a  long  time.  According  to  one  view 
commonly  held,  the  best  way  to  get  rid  of  an  obnoxious  statute 
Is  to  enforce  it.  Nearly  every  man  who  discusses  section  28 
admits  that  the  theory  upon  which  It  was  written  was  and 
•till  Is  a  fine  one.  appealing  strongly  to  one's  patriotism.  Its 
theory  I*  that  when  an  American  port  boasts  of  enough  ships 
to  handle  Its  trade,  goods  brought  to  that  port  in  American 
bottoms  shall  have  a  preference:  that  they  alone  shall  be  entitled 
to  carriage  Into  the  Interior  on  Import  rates:  and  the  goods 
destined  to  a  foreign  country  shall  be  carried  thereto1  on  export 
rates;  but  that,  on  both  Import  and  export  traffic,  traffic  Intend- 
ed for  non-American  ships  shall  pay  the  full  domestic  rate. 
The  Matute-makers  assumed  (what  was  not  true)  that  export 
and  Import  rates  applied  to  and  from  every  port.  When  the  act 
was  passed,  the  domestic  rate*  to  New  York,  generally  speak- 
ing, were  the  measure  of  the  export  and  domestic  rates  through 
all  ports.  Not  all  ports  are  equalised  as  the  north  Atlantic  and 
Gulf  ports  are.  but.  taking  the  export  and  Import  rates  to  a 
given  port  and  adding  them  to  the  ocean  rates,  the  result  Is  a 
fairly  competitive  rate  structure.  Unless  It  IB  fairly  competi- 
tive, the  carriers  serving  a  particular  port  obtain  no  business. 
If  section  28  were  made  effective  as  to  Philadelphia,  foreign 
ships  probably  would  have  to  seek  New  York  because,  to  and 
from  that  port,  the  domestic  and  export  and  Import  rates,  gen- 
erally speaking,  are  the  same.  Prior  to  the  war.  of  course,  that 
was  not  the  fact  and  since  then  some  of  the  export  and  Import 
rates  may  have  been  restored.  Generally  speaking,  however. 
N.-w  York  would  get  the  business  moving  In  foreign  ships  and 
Philadelphia  would  be  punished  for  having  so  many  American 
ships,  unless  the  latter  made  rates  as  low  as  or  lower  than  the 
foreign  flag  ships.  If  section  28  were  applied  to  Seattle,  for 
instance,  and  not  to  San  Francisco,  the  foreign  flag  business 
would  go  to  San  Francisco  or  Vancouver.  The  Commission 
then.  It  Is  believed,  would  be  bombarded  with  messages  asking 
for  sixth  section  relief  for  all  kinds  of  rate  made  to  meet  the 
situation  brought  about  by  the  Shipping  Board  because  it  con- 
strued the  law  an  not  giving  It  any  discretion,  but  only  a  man- 
date, to  find  out  whether,  as  matter  of  counting  ships  or  some- 
thing of  that  kind,  the  time  had  arrived  for  bringing  Into  effect 
a  part  of  the  Jones  law. 


a  lease  of  its  property  to  the  Pennsylvania,  which  Sherman  had 
told  his  friends  and  neighbors  could  not  be  broken.  Unkind 
critics  of  Sherman  said  the  Pennsylvania  initiated  that  low  rate 
at  that  time  as  a  mark  of  appreciation  for  his  services  in  re- 
storing specie  payment  in  1879  and  also  for  telling  those  who 
desired  to  break  the  lease  that  it  could  not  be  done.  But.  what- 
ever the  cause  for  the  low  rate,  it  was  made.  But  Sherman 
was  not  nominated  because,  some  have  asserted,  he  refused  to 
bind  himself  to  distribute  New  York  patronage  in  the  way  the 
machine  desired  to  have  it  distributed.  His  managers  or  Sher- 
man himself,  thought  he  could  win  without  giving  the  promise. 
No  matter  what  caused  his  defeat,  the  $2  rate  did  not  send 
enough  Ohioans  to  Chicago  to  stampede  the  convention  for  the 
favorite  son. 


Federal  Trade  Commission  a*  a  Rate  Regulator. — The  Fed- 
eral Trade  Commission,  by  means  of  Its  complaint  against  the 
older  steamboat  line  uMng  the  Delaware  and  Chesapeake  Canal, 
accusing  It  of  an  unfair  method  of  competition  because  It  cut 
rates  to  meet  competition  until  th<-y  are  below  the  cost  of  serv- 
ice, has  also  stepped  Into  the  business  of  Influencing,  if  not  of 
regulating,  transportation.  It  believes  It  has  found  a  twilight 
lone  In  the  law  which  it  should  occupy  because  neither  the 
Interstate  Commerce  Commission  nor  the  Shipping  Board  seems 
to  have  control  over  a  war  on  port  to  port  rates.  The  Commis- 
sion has  no  Jurisdiction  because  the  rates  Involved  are  port  to 
port.  The  Shipping  Board,  thus  far.  It  appears,  could  not  make 
an  order  that  would  keep  the  rates  at  a  level  that  would  enable 
the  rival  boat  lines  to  bid  for  business  by  some  method  other 
than  a  merry  rate  war.  such  as  the  Chicago  A  Alton,  a  genera- 
tion ago.  used  to  have  with  its  neighbors  In  the  Chicago-Si 
Louis  trade.  Old  timers  say  the  passenger  fare  round  trip  be- 
tween the  two  cities  once  got  down  to  fifty  cents  and  that  the 
general  passenger  agent  of  one  of  the  lines  seriously  contem- 
plated giving  chromoH  as  prizes  to  those  patronizing  his  line  to 
the  exclusion  of  others.  In  1888  the  lines  serving  Mansfield.  O  . 
made  a  round  trip  rate  of  12  to  Chicago  for  the  Republican  con- 
vention. That  was  not  so  much  a  rate  war  as  It  was  a  burst  of 
enthusiasm  on  the  part  of  the  neighbors  of  John  Sherman,  who 
thought  hi-  had  a  chance  to  land  the  Republican  nomination  for 
•h*  presidency.  Sherman  was  an  Influential  man  In  the  coun- 
sels of  the  Pittsburgh.  Ft  Wayne  &  Chicago,  which  had  made 


One  Rate-Regulating  Body. — The  things  the  Shipping  Board 
and  the  Federal  Trade  Commission  believe  the  law  commands 
them  to  do.  it  has  been  suggested,  may  so  concentrate  attention 
on  the  intimate  inter-relation  of  all  kinds  of  rates  for  transpor- 
tation as  to  persuade  Congress  that,  in  the  matter  of  rate  regu- 
lation, there  is  room  for  only  one  body;  that  three  federal  bodies 
are  as  bad  as,  if  not  worse  than,  one  federal  body  and  forty- 
odd  state  bodies.  The  Commission  has  the  power  to  prescribe 
minimum  rates  for  the  carriers  under  its  care.  It  received  that 
power  to  enable  it  to  prevent  unfair  competition,  though  the 
reason  for  the  grant  Is  not  set  forth  in  the  statute.  To  prevent 
competition  of  that  character,  if  argument  on  the  subject  were 
needed,  would  be  to  prevent  competition  between  railroads  that 
would  be  unfair  to  those  engaged  in  it.  unfair  to  one  set  of 
shippers,  and  probably  unfair .  to  the  communities  served  by 
carriers  engaged  In  such  competition.  Congress,  when  it  gave 
the  tMtdc  body  power  to  prevent  unfair  methods  of  competition, 
according  to  the  views  of  many  lawyers,  did  not  add  much,  if 
anything,  to  the  power  theretofore  possessed  by  the  courts.  It 
Is  a  fact,  however,  that  unfair  competition,  such  as  the  courts 
bad  been  called  on  to  deal  with,  consisted  largely  of  attempts 
by  one  trader  to  make  use  of  the  reputation  of  the  goods  of  a 
competitor,  or  of  the  trader  himself.  It  was  rare  that  they  had 
to  consider  the  effect  of  cut  rates.  Cut  rates,  as  a  rule,  were 
considered  merely  as  evidence  tending  to  show  the  desire  of 
the  rate-cutter  to  obtain  a  monopoly.  However,  the  rate-cutter 
generally  has  made  a  strong  appeal  to  the  public,  while  the  man 
who  stopped  rate-cutting  by  bringing  warring  business  units  into 
agreement  was  set  upon  ax  a  bad  citizen.  In  behalf  of  John  D. 
Rockefeller  It  has  been  said  that  what  be  did  In  the  oil  busi- 
ness waa  undertaken,  not  with  a  view  to  monopolizing  the  busi- 
ness, but  to  preventing  the  destruction  of  the  oil  business  by 
the  price-cutting  method.  The  oil  business,  at  the  time  Rocke- 
feller began  buying  up  plants,  was  In  such  poor  state  that  an 
old  Englishman,  for  whom  Rockefeller  had  worked  as  office  boy 
for  $3  a  week,  thought  he  had  got  out  of  the  oil  business  all 
the  money  there  waa  in  It  when  he  received  $150,000  for  his 
small  refinery  In  Cleveland.  Under  the  Federal  Trade  Commis- 
sion method,  business  Is  not  to  be  allowed  to  ruin  Itself  by  rate 
wars  such  as  Is  going  on  between  the  canal  steamship  lines. 
The  government  will  stop  such  methods  before  the  crash  comes, 
It  Is  supposed. 

Commission   Not   Excited   About  Coal   Strike.— The  Commis- 
sion ha*  been  advised  by  railroad  officials  In  a  position  to  know 
that  they  have  coal  on  hand  sufficient  to  last  them  at  least  55 
days  at  the  present  rate  of  consumption.    The  coal  strike,  there- 
fore,   has    not    caused    excitement    among    the    commissioners. 
There  Is  a  general  Impression  In  Washington  that  the  strike  will 
not  last  long.    Therefore,  there  Is  no  unusual  preparation  for  It 
on  the  part  of  the  Commission.    Were  the  supply  of  coal  short 
and  the  demand  great,  as  was  the  fact  when  the  last  strike  took 
place,  there  Is  no  doubt  but  that  the  Commission,  for  the  two 
weeks  preceding  the  day  of  the  walk-out,  would  have  been  one 
nf  the  points  in  the  country  where  the  man  who  "Just  wanted 
.  nu^ay  howdy"  would  not  have  been  welcomed.     Although  the 
country   came  well    through   the   strike  In   1919,   comparatively 
speaking,  there  was  much  dissatisfaction  with  the  way  In  which 
the  Commission  had  managed  the  car  distribution.    Every  order 
that  was  Issued,  It  has  been  suggested,  pleased  those  for  whom 
It  was  Issued  and  displeased  those  whose  operations  It  restricted 
or  made  more  difficult.     It  was  a  thankless  task  for  which,  II 
Is  believed,  no  commissioner  will  reach  in  the  future.     What- 
ever the  one  In  charge  does,  one-half  of  those  interested  will 
be  dissatisfied.    The  Inability  of  those  concerned  to  come  to  an 
agreement  on  rules  for  car  distribution.  It  is  suggested,  is  fine 
testimony  as  to  the  Inherent  "cussedness"  of  the  whole  matter. 
Although  there  are  thousands  of  idle  coal  cars,  those  having  to 
do  with  the  formal  cases  involving  the  rules  for  car  distribu- 
tion appear  to  be  unable  now  to  discuss  the  topic  without  a 
show  of  heat.     If  soft  coal  were  mined  and  stored,  instead  of 
mined  and  loaded  Into  cars,  there  would  be  less  difficulty.    But 
that  would  bring  forward  the  fact  that  many  good  mines  are  so 
situated  that  much  storage  Is  Impossible,  BO  that,  in  the  end. 
the  contest  would  be  over  what  would  be  a  reasonable  rule  to 
be  observed  In  the  distribution  of  cars  for  the  hauling  of  coal 
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that  had  been  in  storage.  The  grain  elevator  men  have  the 
storage  feature  in  their  car  distribution  wrangle,  which  is  rea- 
son enough  for  suggesting  that  storage  of  soft  coal  would  not 
simplify  the  question  of  car  distribution. 


Commission  Approval  of  Securities. — Just  for  mental  exer- 
cise, suppose  the  communities  served  by  railroads  to  which 
loans  have  been  denied  on  the  ground  that  their  earning  power 
is  not  great  enough  to  warrant  loans  from  the  United  States, 
decided  to  raise  the  money  denied  them  by  the  government. 
Would  the  Commission  say  the  railroads  might  not  issue  securi- 
ties which  the  communities  had  shown  a  willingness  to  buy? 
In  the  end,  it  is  believed,  the  question  would  be  decided,  should 
a  conflict  arise,  by  Congress  amending  the  law  so  as  to  permit 
i  he  companies  to  issue  securities  not  approved  by  the  Commis- 
sion, where  it  appeared  that  the  communities  were  willing  to 
take  a  chance  that  the  Commission,  as  the  guardian  of  the  re- 
volving fund,  was  not  willing  to  take.  But,  it  is  suggested,  when 
that  was  done,  the  value  of  the  section  of  the  law  giving  the 
Commission  supervision  over  the  issuance  of  securities  would 
be  considerably  lowered.  A  question  closely  akin  to  this  one 
will  arise  when  the  Commission  declines  to  give  its  approval 
to  a  project  for  new  construction.  Communities  often  get  the 
idea  that  if  they  only  could  get  a  railroad,  their  condition  would 
be  greatly  improved.  Promoters,  honest  and  otherwise,  in  the 
past,  have  capitalized  such  ideas  and  the  railroad  was  built, 
only  to  find  that  it  could  not  live  on  any  lower  rates  than  the 
older  railroads.  On  the  contrary,  there  being  two  railroads  to 
support  where  formerly  there  had  been  only  one,  the  older  rail- 
road, by  reason  of  decreased  vplume  of  business,  really  needed 
higher  rates.  All  of  which  merely  tends  to  show  that  if  an 
official  is  honest,  he  will  have  just  as  much  trouble  taking  care 
of  the  money  of  other  people  as  he  has  in  taking  care  of  his  own. 


The  Ghost  of  Water  Competition. — One  of  the  obvious 
things  is  that  water  competition  is  a  ghost  that  will  not  down. 
It  is  raising  its  head  in  about  every  case  than  can  be  imagined, 
right  at  a  time  when  the  carriers  are  putting  into  operation, 
especially  in  the  Mississippi  Valley,  rates  based  on  the  as- 
sumption that  there  is  no  such  thing.  The  transcontinental  rate 
structure  is  under  constant  assault  on  account  of  the  reaching 
of  the  ships  for  business  from  the  interior  to  haul  between  the 
east  and  west  coasts.  The  approval  of  the  equalization  of  the 
south  Atlantic  and  Gulf  ports  with  the  north  Atlantic  ports,  on 
traffic  from  Chicago  to  New  York  and  from  intermediate  points, 
given  by  the  Commission's  approval  of  the  rates  suspended  in 
I.  and  S.  1476,-  it  is  suspected,  will  intensify  the  competition. 
But  that  equalization  will  attract  attention,  in  the  south,  to  the 
fact  that  goods  from  the  north  move  through  southern  points 
at  exceedingly  low  rates.  There  may  be  no  technical  viola- 
tions of  the  fourth  section,  and  then  again  there  may  be,  but 
the  mere  fact  that  traffic  from  up  north  may  go  to  New  Orleans 
at  lower  rates  than  from  Memphis,  for  illustration,  will  present 
a  continuing  thought  on  the  part  of  southern  shippers  that  per- 
haps the  lines  serving  them  ought  to  make  an  effort  to  develop 
industries  along  their  rails  in  the  south  rather  than  reach  all 
the  time  for  traffic  that  might  be  taken  to  a  northern  port  on 
a  shorter  rail  haul,  or  at  least  a  no  longer  haul. 

A.  E.  H. 


ILLINOIS  INTRASTATE  RATES 

The  Illinois  Commerce  Commission  has  issued  an  order 
vacating  its  previous  orders  in  the  matter  of  intrastate  rates  in 
the  state  of  Illinois,  and  ordering  that  schedules  filed  by  the  Illi- 
nois railroads  in  compliance  with  the  I.  C.  C.,  decisions  in  Ex 
Parte  74  and  No.  11703,  the  Illinois  intrastate  case,  be  held 
valid.  The  state  commission's  order  was  issued,  in  compliance 
with  the  decision  of  the  Supreme  Court  in  the  Wisconsin  case, 
for  the  purpose  of  "thawing  out"  the  intrastate  rates  permit 
the  ironing  out  of  inequalities  and  maladjusted  relationships  in 
intrastate  rates. 

While  there  was  some  question  as  to  whether  this  order  by 
the  Illinois  commission  was  in  effect,  a  capitulation  on  the  part 
of  the  state  to  the  Interstate  Commerce  Commission,  the  order 
explains  this  point  at  some  length  by  pointing  out  that  with  the 
state  rates  tied  up  by  court  injunction,  the  shippers  and  railroads 
of  Illinois  were  left  "without  a  forum  to  decide  questions  of  dis- 
crimination as  between  intrastate  rates,  also  the  relative  reason- 
ableness of  intrastate  rates  on  the  general  level  fixed  by  the  In- 
terstate Commerce  Commission." 

The  Illinois  Commission,  following  the  decision  of  the  In- 
terstate Commerce  Commission  in  Ex  Parte  74,  approved  a  35 
per  cent  increase  in  the  intrastate  rates  with  certain  specified 
maxima.  The  decision  of  the  interstate  body  in  No.  11703  ordered 
the  intrastate  rates  raised  to  the  level  of  the  interstate  rates, 
which  had  received  a  40  per  cent  increase.  The  carriers  then 
applied  for  and  obtained  an  interlocutory  injunction  in  the 
United  States  district  court,  restraining  the  Illinois  commission 
and  other  state  agencies  from  interfering  with  schedules  filed  in 
accordance  with  that  decision. 

Coincident    with    the   order   withdrawing   its   objections    to 


these  tariffs,  the  Illinois  commission  adopted  a  resolution,  which 
was  transmitted  to  the  Attorney-General  of  Illinois  "with  the 
request  that  immediate  appropriate  action  be  taken  by  him  to  se- 
cure the  dissolution  of  the  interlocutory  injunction." 

Significant  portions  of  the  order  of  the  Illinois  commission 
are  as  follows: 

This  commission's  attention  has  been  directed  many  times  to  the 
numerous  inequalities  and  discriminations  in  the  rates  now  being 
charged  by  the  railroads  for  the  transportation  of  freight  intrastate  In 
the  state  of  Illinois. 

The  comparative  relationship  of  many  individual  rates  under  th- 
Ki-ncral  level  fixed  by  the  Interstate  Commerce  Commission  may  well 
)>«•  questioned.  The  Interstate  Commerce  Commission,  after  haying 
fixed  the  general  level  of  the  intrastate  rates,  has  held  that  it  is  with- 
out jurisdiction  over  intrastate  rates  as  such  and  will  only  entertain 
complaints  concerning  such  rates  where  a  question  of  discrimination 
between  intrastate  and  interstate  rates  is  in  issue. 

This  leaves  shippers  and  railroads  in  Illinois  without  a  forum  to 
decide  questions  of  discrimination  as  between  intrastate  rates,  also 
the  relative  reasonableness  of  Intrastate  rates  on  the  general  level 
fixed  by  the  Inter: state  Commerce  Commission. 

It  is,  therefore,  the  intention  of  this  commission  to  bring  its  orders 
into  accord  with  the  principles  announced  by  the  United  States  Su- 
preme Court  in  the  said  Wisconsin  case  and  in  accord  with  the  orders 
of  the  Interstate  Commerce  Commission  in  cases  Ex  Parte  74  and 
11703.  This  done,  it  is  the  sense  of  the  commission  that  a  proper 
application  should  immediately  be  made  to  the  United  States  District 
Court,  Northern  District  of  Illinois.  Eastern  Division,  for  a  vacation 
of  the  interlocutory  injunction  which  prevents  this  commission  from 
enforcing  the  statutes  of  the  State  of  Illinois,  relating  to  the  regu- 
lation of  intrastate  freight  rates.  The  shippers  and  carriers  will  then 
be  provided  with  a  forum  for  the  determination  of  disputes  regarding 
intrastate  freight  rates. 

The  commission  therefore  finds  that  the  orders  heretofore  entered 
in  cases  11457.  et  al.,  should  be  vacated  and  set  aside  and  that  the 
schedules  which  were  stricken  from  the  flies  of  the  commission,  and 
permanently  cancelled  by  said  orders,  which  said  schedules  under  the 
decision  of  the  United  States  Supreme  Court  in  the  Wisconsin  case  are 
held  to  be  valid,  are  hereby  approved  for  application  intrastate  in  the 
state  of  Illinois. 

Nothing  contained  herein  shall  be  construed  as  an  approval  of  the 
reasonableness  of  the  individual  intrastate  rates  as  such.  On  the 
contrary,  the  purpose  of  this  order  Is  to  give  state  approval  to  the 
application  of  the  general  percentage  increase  of  intrastate  rates  fixed 
by  the  Interstate  Commerce  Commission  in  case  11703. 

Clearing  up  of  the  intrastate  situation,  which  was  forecast 
by  the  promulgation  of  an  order  by  the  Illinois  commission, 
will  not  be  complete  until  the  Commission  amends  or  rescinds  its 
order  in  that  case  and  in  the  rest  of  the  intrastate  cases. 

The  Supreme  Court's  decision  in  the  Wisconsin  case,  fore- 
shadowing the  position  that  tribunal  will  take  in  the  other  intra- 
state cases,  makes  the  Commission's  order  unnecessary,  in  so 
far  as  it  orders  the  rates  therein  prescribed  to  remain  in  effect 
until  changed  by  the  Commission.  There  seems  to  be  little 
doubt  but  that  the  carriers  will  join  with  the  state  commission 
of  Illinois,  and  such  other  state  commissions  as  are  contem- 
plating issuing  an  order  similar  to  that  issued  by  the  Illinois 
commission,  in  petitioning  the  Interstate  Commerce  Commission 
either  so  to  amend  its  order  as  to  eliminate  the  clause  above 
referred  to  or  to  rescind  it  altogether. 

It  is  understood  that  the  Nebraska  commission  will  shortly 
adopt  the  course  followed  by  the  Illinois  commission.  In  antici- 
pation of  such  action,  the  western  carriers  held  a  conference,  in 
Chicago,  this  week,  at  which  it  was  decided  to  ask  the  Com- 
mission to  withdraw  its  order  in  the  Nebraska  case.  In  Illinois 
the  matter  is  somewhat  complicated  by  the  fact  that  a  dissolu- 
tion of  the  injunction  restraining  the  state  commission  from 
interfering  with  rates  established  in  accordance  with  the  Com- 
mission's order  must  be  sought.  It  has  been  pointed  out,  how- 
ever, that  the  injunction  would  not  be  of  much  efficacy  were 
the  Commission's  order  withdrawn.  Similarly,  it  is  agreed  that 
the  Commission's  order  would  lose  much  of  its  force  were  the 
injunction  dissolved. 

At  the  conference  of  western  carriers  mentioned,  the  pre- 
vailing opinion  seemed  to  be  that  the  matter  ought  to  be  com- 
pletely cleared  up,  which  could  only  be  done  by  a  dissolution 
of  the  injunction  and  by  the  withdrawal  of  the  Commission's 
order  in  No.  11703.  Final  decision  on  the  course  to  be  fol- 
lowed by  the  Illinois  carriers,  however,  was  withheld  until  the 
views  of  the  eastern  lines  could  be  obtained.  Another  con- 
ference in  the  matter  will  be  held  in  Chicago  next  week. 


COMMISSION    ORDERS 

The  Texas  Chamber  of  Commerce  was  permitted  to  inter- 
vene in  No.  13535,  the  Corporation  Commission  of  Oklahoma  vs. 
Aberdeen  &  Rockfish  et  al.,  and  13510.  Baltimore  Chamber  of 
Commerce  et  al  vs.  A.  T.  &  S.  F.  et  al. 

The  Twin  City  Traffic  League  was  permitted  to  intervene 
in  No.  13313,  Michigan  Traffic  League  vs.  Ann  Arbor  et  al. 

The  Chevrolet  Motor  Company  of  New  York,  Inc.,  Chevro- 
let Motor  Company  of  St.  Louis,  Chevrolet  Motor  Company  of 
Michigan  and  Chevrolet  Motor  Company  of  California  were 
permitted  to  intervene  in  No.  13536',  Klaxon  Company  vs. 
A.  G.  S.  et  nl. 


PACIFIC    CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  Janu- 
ary. 1922,  shows  10.371  cars  held  overtime— a  percentage  of 
07.23— as  against  9.474  cars,  or  a  percentage  of  07.33,  for  Janu- 
ary, 1921. 
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Decisions  of  Interstate  Commerce  Commission 


INTERIOR  IOWA  RATES 

In  a  report  on  No.  11296,  William  Alter  et  al.  vs.  Chicago 
Great  Western,  Director-General,  et  al.,  opinion  No.  7465.  66  I. 
C.  C.  619-23,  the  Commission  approved  the  proportional  class 
rates  filed  by  the  carriers,  for  application  between  west-bank 
Mississippi  River  crossings  and  Mason  City,  la.,  on  traffic  orig- 
inating at  or  destined  to  official  classification  territory,  east  of 
the  Indiana-Illinois  state  line,  in  compliance  with  its  three  or- 
ders in  the  Interior  Iowa  Cases,  46  I.  C.  C.  39.  It  gave  its  ap- 
proval to  them,  with  Commissioner  Eastman  dissenting  in  a 
longer  report  than  that  written  by  Commissioner  Hall,  in  sup- 
port of  the  finding  that  the  rates  under  attack  had  not  been 
shown  to  be  unreasonable  or  unduly  prejudicial. 

The  attack  on  the  proportional  class  rates  was  made  by  72 
business  firms  and  individuals  at  Mason  City.  They  leveled 
their  assault  at  the  rates  In  effect  between  February  1.  1918  and 
March  14,  1919.  The  rates  for  distances  pertinent  to  the  Issues, 
according  to  Mr.  Hall,  were  those  for  distances  from  161  to  180 
miles,  from  181  to  200  miles,  and  from  201  to  220  miles. 

The  main  issue  was  as  to  the  distance  to  be  used  in  apply- 
ing the  rates.  As  construed  by  Commissioner  Hall,  171  miles 
constitutes  the  measuring  distance.  Since  March  15,  1919.  that 
has  been  the  basis  upon  which  the  class  proportionals  have  been 
published,  therefore  the  rates  being  In  compliance  with  the  or- 
der, they  cannot  be  unreasonable  or  otherwise  unlawful. 

Commissioner  Eastman  read  the  three  orders  of  _  the  Com- 
mission so  as  to  reach  a  different  conclusion.  His*  thought, 
therefore,  was  that  the  rates  should  have  been  held  unreasonable 
and  unduly  prejudicial.  He  came  to  the  conclusion  that,  as  con- 
strued by  the  railroads  and  approved  by  his  colleagues,  the  rail- 
roads had  practically  eliminated  Dubuque  as  a  crossing  and 
thereby  deprived  Mason  City  of  the  advantage  of  Its  proximity 
to  Dubuque,  the  nearest  crossing. 

LUMBER  CHARGES  ILLEGAL 

An  award  of  reparation  has  been  made  In  No.  11881.  Krauss 
Brothers  Lumber  Company  vs.  Alabama  *  Mississippi.  Director- 
General,  et  al.,  opinion  No.  746»,  (6  I.  C.  C.  6J7-9,  on  account  of 
Illegal  demurrage  and  reconslgnment  charges  on  lumber  mov- 
ing between  November  1.  1917.  and  January  12.  1918.  originally 
billed  to  Meridian.  Miss.,  and  reconslgned  from  that  point  to 
various  destinations. 

The  can  were  held  at  Meridian  because  of  embargoes  to 
points  to  which  they  had  been  reconslgned.  Some  of  them  were 
unloaded  and  the  lumber  held  In  storage.  ReconMgnment  charges 
were  collected  on  some  of  them,  without  tariff  authority,  the 
railroads  admitted. 

The  holding  of  Illegality  was  made  on  the  fart  there  was 
no  provision  In  the  tariffs  against  reconslgnment  to  embargoed 
points.  The  railroads  argued  that  the  demurrage  was  not  Illegal 
because  the  shipments  could  not  have  been  made,  nn  original 
billing,  from  either  the  points  of  origin  or  from  the  reconslgn- 
ment point,  to  embargoed  destinations  and  that  the  billing  of 
the  cars  to  Meridian  was  a  mere  device  for  defeating  the  em- 
bargoes. The  complainant  admitted  it  knew  embargoes  against 
many  destinations  were  In  effect  when  the  lumber  was  stariea 
but  added  It  did  not  know  the  ultimate  destination  when  the 
cars  were  started  and  that  therefore  the  billing  to  Meridian  was 
not  a  device  for  evading  the  embargoes.  It  pointed  to  the  fact 
that  it  had  been  chipping  lumber  In  that  way  for  many  years 
as  further  evidence  that  it  was  not  a  device. 

Without  passing  on  the  question  whether  It  was  or  was  not 
a  device,  the  Commission  pointed  out  that,  time  and  again.  It 
had  held  that  in  the  absence  of  restrictions  against  embargoed 
points,  demurrage  charges  might  not  be  assessed  against  can 
held  short  of  destination,  on  reconslgnment.  because  of  the  ex- 
istence of  an  embargo.  The  rule  against  reconstgnment  tn  eon 
flict  with  embargoes  became  effective  January  13,  1918. 

Notwithstanding  the  decision  against  the  legality  of  the  Im- 
position of  charges  In  cases  of  this  kind,  the  railroads  and  the 
Director-General  argued  that  since  the  right  or  reconslgnment 
attaches  as  of  the  shipment,  even  If  the  order  therefor  Is  given 
subsequently,  and  since  there  was  no  obligation  to  accept  the 
shipments  at  points  of  origin  on  account  of  embargoes,  there 
was  likewise  no  obligation  to  reconslgn. 

Answering  that  contention  the  Commission  said  the  obliga- 
tion to  accept  articles  tendered  for  transportation  Is  governed 
by  general  principles  of  law,  while  the  obligation  to  r>-.  nnsinn 
In  determined  by  tli.-  ml.  lawfully  on  file  with  it.  It  said  Hi- 
right  to  refuse,  temporarily,  for  good  cause  by  the  rslablisliment 
ol  embargoes  which  are  not  required  to  be  filed,  was  recognized. 
The  right  to  reconsign.  however,  depends  entirely  upon  the  con- 
struction of  the  rule  lawfully  filed,  and  that  If  the  carriers 
do  not  restrict  such  rules  to  the  extent  of  their  capacity  to  per- 


form service,  the  shipper  cannot  be  held  liable  for  the  detention 
of  cars  when  he  is  not  directly  responsible  for  such  detention 
and  cannot  abate  the  cause  thereof,  as  in  the  case  of  an  embargo, 
which  is  a  disability  of  the  carrier. 


EQUALIZATION  OF  ATLANTIC  PORTS  < 

Approval  of  the  proposal  to  equalize  south  Atlantic  and 
Gulf  ports  with  the  north  Atlantic  ports,  in  the  matter  of  traffic 
intended  for  the  Pacific  ports  via  the  Panama  Canal,  has  been 
given  by  the  Commission  in  a  report  on  I.  and  S.  No.  1476,  class 
and  commodity  rates  from  Chicago  and  other  points  to  south 
Atlantic  and  Gulf  ports  for  transshipment  via  Panama  Canal 
(mimeographed,  without  opinion  or  page  numbers).  The  order 
of  suspension  has  been  vacated  and  set  aside  as  of  April  1. 
The  schedules  suspended  in  this  proceeding  were  filed  to  be- 
come effective  February  15.  The  Commission  suspended  them 
on  its  own  initiative,  largely,  it  is  believed,  because  their  form 
did  not  appear  to  be  In  accordance  with  the  rules  of  the  Com- 
mission. The  rates  were  denominated  proportional  rates,  al- 
though they  were  not  limited  to  use  In  connection  with  carriers 
subject  to  the  Commission,  as  required  by  the  Commission's 
definition  of  a  proportional  rate. 

From  Chicago  the  rates  which  are  to  become  operative,  by 
reason  of  the  Commission's  discontinuance  of  its  proceeding, 
are  to*  be  the  same  as  the  local  rates  from  Chicago  to  New 
York,  which  are  applied  on  traffic  destined  to  points  beyond 
New  York,  for  shipment  by  water.  Rates  differentially  higher 
are  to  apply  from  a  few  places,  such  as  Madison,  Wls.  The 
rates  from  Chicago  to  New  York  are  to  be  blanketed  from 
points  south  of  Chicago.  Where  present  local  rates  are  lower 
than  the  proposed  proportionals,  they  are  to  remain  applicable 
to  the  traffic. 

Opposition  to  the  proposed  application  of  the  New  York- 1 
Chicago  basis  to  the  south  Atlantic  and  Gulf  ports  was  voiced  ( 
by  the  transcontinental  lines  on  the  ground  that  such  applica-J 
lion  might  deprive  ih.-in  of  some  business.  In  disposing  of  the  ( 

case  the  Commission,  in  part,  said: 
t 

The  primary  purpose  of  this  proposal  Is  to  put  the  south  At- 
lantic and  Gulf  ports  on  a  parity  with  New  York  on  traffic  des- 
tined to  the  Pacific  coast  and  to  thus  afford  the  southern  lines  an 
opportunity  to  secure  some  of  the  traffic  now  moving  to  the  Pa- 
cific coast  all  rail  or  through  north  Atlantic  ports  by  rail  and 
water.  In  many  cases  the  steamship  rates  are  lower  from  south 
Atlantic  and  Gulf  ports  than  from  New  York  and  the  resulting 
through  rates  would  be  lower  than  via  New  York.  It  was  for  this 
reason  that  the  s>  hi.lulcs  were  suspended.  It  being  thought  advis- 
able to  determine  whether  the  southern  lines  and  the  southern 
ports  would  be  afforded  an  undue  advantage  and  whether  the 
transcontinental  lines  might  be  prompted  to  reduce  their  rates 
below  what  had  already  been  proposed  In  fourth  section  applica- 
tion No.  120(3.  In  that  proceeding,  which  has  been  heard  and  Is 
now  pending,  those  linen,  to  meet  the  competitive  situation  cre- 
ated by  coast-to-coast  steamship  lines,  seek  authority  to  estab- 
lish lower  rat*  i'aclftc  coast  terminals  than  those  In  effect 
••.  Intermediate  points.  The  rates  there  proposed  are  for  applica- 
tion not  only  from  points  where  the  competition  exists,  but  also 
from  Interior  points  as  far  west  as  the  Rocky  Mountains.  Interior 
points,  such  as  Chicago,  are  there  proposed  to  be  kept  by  rail  on 
a  parity  with  points  In  Atlantic  seaboard  territory.  The  south- 
i  in  lln<-n.  l.v  the  raten  here  proposed,  are  seeking  to  put  Chicago 
and  the  related  points  more  nearly  on  a  parity  with  points  farther 
east  having  lower  rates  via  rall-and-water  through  north  Atlantic 
ports,  which  Is  not  unlike  what  the  transcontinental  lines  are 
proposing  In  the  fourth  section  application. 

The  record  establishes  that  It  would  require  much  more  than 
equality  of  through  rates  to  Induce  a  large  movement  of  the  traf- 
fic through  south  Atlantic  and  Gulf  ports.  The  distance  by  water 
to  San  Francisco.  Cal .  from  New  York  Is  about  680  miles  greater 
than  from  New  Orleans.  I-a  ,  the  distance  from  New  York  being 
about  <,060  miles  aa  against  5.400  miles  from  New  Orleans,  but 
north  Atlantic  port!  offer  much  more  attractive  service.  About 
thus)  vessels  per  week  clear  from  those  ports  as  against  about 
~wHK  per  month  from  Gulf  ports.  The  principal  lines  from  north 
Atlantic  ports  operate  larger  and  faster  vessels  and  maintain  reg- 
ular sailing  dates  on  which  the  vessels  depart  whether  fully 
loaded  or  not.  Those  from  Gulf  ports  have  no  fixed  sailing  sched- 
ules and  stay  In  port  until  fully  loaded. 

On  many  Items  the  water  rates  have  been  lower  from  Gulf 
ports  than  from  north  Atlantic  ports,  but  It  was  expected  that 
the  number  of  such  Items  would  be  considerably  reduced  on  or 
about  March  1,  HIZ.  and  the  differences  In  rates,  where  they  still 
existed,  made  less  than  formerly.  We  are  not  Informed  whether 
this  has  been  done.  The  witnesses  of  the  Gulf  steamship  lines 
testify  that  they  Intended  to  further  harmonize  their  rates  with 
those  applying  from  north  Atlantic  ports  for  the  reason  that  pres- 
ent rates  are  not  remunerative.  Long  delays  at  the  Gulf  ports 
make  the  service  particularly  expensive. 

The  transcontinental  rail  lines  oppose  the  proposed  rates  be- 
cause they  would  In  some  few  cases  result  In  lower  through  rates 
fn.m  Chicago  than  those  now  available  and  would  thus  tend  to 
draw  through  south  Atlantic  and  Gulf  ports  some  of  the  traffic 
which  the  transcontinental  lines  mluht  otherwise  handle.  They 
suggest  that  It  would  be  unfair  to  allow  these  proportional  rates 
to  become  effective  before  the  all-rail  rates  proposed  In  the  fourth 

••n  application  above  referred  to  are  allowed  to  become  effect- 
ive. Hut  the  transcontinental  lines  are  proposing  to  depart  from 
the  rule  of  the  fourth  xectlon.  which  they  may  not  do  except 
under  authority  from  nn  In  special  cases,  while  the  southern  lines 
make  no  such  proposal. 


692 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  13 


The  transcontinental  lines  suggest  that  respondents,  In  swlng- 
ing  the  entire  Chicago-New  York  adjustment  around  to  south 
Atlantic  and  Gulf  ports,  are  making  an  unwarranted  wholesale 
reduction  In  rates  and  that  some  of  the  rates  proposed  are  less 
than  are  necessary  to  meet  the  situation  for  the  stated  reason  that 
the  traffic  is  all  moving  freely  on  the  present  local  rates  to  those 
ports. 

Upon  the  record  we  find  that  respondents  have  justified  the 
proposed  schedules,  and  an  order  will  be  entered  vacating  the 
order  of  suspension. 

HAY  DETENTION  CHARGES 

In  a  report  and  order  in  No.  12033,  Louisa  Schaefer  et  al. 
vs.  Lehigh  Valley,  opinion  No.  7446,  66  I.  C.  C.  549-52,  the  Com- 
mission held  that  demurrage  charges  assessed  for  detention  at 
Townley,  N.  J.,  of  carloads  of  hay  in  April,  May  and  June,  1920, 
were  illegal  as  to  shipments  reconsigned  to  New  York  harbor 
points  because  the  applicable  reconsignment  tariff  did  not  pro- 
hibit reconsignment  to  an  embargoed  point,  which  New  York 
was  at  that  time.  The  Lehigh  Valley  contended  that  the  provision 
in  the  general  reconsignment  tariff  forbidding  reconsignment  to 
embargoed  points  was  broad  enough  to  put  the  complainants  on 
notice,  and  that  therefore  the  charges  were  legally  imposed. 

That  position,  the  Commission  said,  was  untenable  "since 
the  shippers'  rights  and  obligations  are  determined  by  the  special 
governing  tariff  and  not  by  knowledge  of  defendant's  usual  prac- 
tice indicated  by  other  general  tariffs." 

Fifty-five  carloads  of  hay,  some  started  before,  and  some 
after  the  beginning  of  the  switchmen's  strike  in  the  spring  of 
1920,  caused  the  trouble.  The  Lehigh  Valley  refused  reconsign- 
ment to  points  in  New  York  harbor  on  the  ground  that  the 
general  reconsignment  tariff  forbade  reconsignment  to  embargoed 
points.  The  special  reconsigning  tariff  applicable  at  Townley, 
a  station  about  14  miles  west  of  Jersey  City,  was  silent  on  that 
point.  It  contained  no  limitation. 

As  to  the  charges  assessed  on  shipments  reconsigned  to 
points  other  than  New  York,  in  violation  of  the  rule  that  recon- 
signment could  not  be  made,  after  the  removal  of  the  embargo, 
if  the  freight  was  started  from  its  point  of  origin  during  the 
existence  of  an  embargo,  the  Commission  held  them  unreason- 
able, on  the  authority  of  its  condemnation  in  the  Reconsignment 
case,  47  I.  C.'  C.  590. 

In  disposing  of  the  case  the  Commission  said: 

The  general  reconsignment  tariff  prohibited  reconsignment,  after 
removal  of  the  embargo,  to  a  destination  against  which  an  embargo 
was  in  force  at  the  time  the  shipment  was  forwarded  .from  point  of 
origin.  It  is  possible  that  some  of  the  demurrage  on  shipments 
ordered  reconsigned  to  destinations  other  than  New  York  harbor 
points  was  assessed  by  reason  of  such  provision,  which  was  con- 
demned in  Reconsignment  Case  and  later  cases. 

Charges  were  assessed  on  shipments  wholly  or  partly  unloaded  at 
Townley  under  the  average  agreement  plan,  and  charges  on  recon- 
signed shipments  were  assessed  under  the  special  reconsignment  and 
demurrage  tariffs.  The  accuracy  of  the  charges  assessed  can  not  be 
determined  upon  this  record. 

We  find  that  demurrage  charges  assessed  on  the  shipments  ordered 
reconsigned  to  destinations  shown  in  defendant's  New  York  harbor 
tariff  were  illegal;  that  demurrage  charges  assessed  on  shipments 
which  originated  during  the  existence  of  an  embargo,  but  which  were 
ordered  reconsigned  to  destinations  other  than  New  York  harbor 
points  subsequent  to  the  removal  of  such  embargo,  were  unreason- 
able; that  demurrage  was  legally  and  lawfully  charged  on  the  remain- 
ing shipments'. 


FORE   RIVER   A   COMMON   CARRIER 

The  Fore  River  Railroad  Corporation,  the  Commission  has 
decided,  in  a  report  on  No.  12477  Massachusetts  Oil  Refining 
Corporation  vs.  Boston  &  Albany  et  al.  (opinion  No.  7443,  66  I. 
C.  C.,  535-43),  was  a  common  carrier  September,  1920,  and  still 
is  a  common  carrier  entitled  to  joint  rates  and  divisions  thereof 
with  the  New  Haven.  The  road  is  1.5  miles  long.  It  was  built 
by  the  Fore  River  Ship  &  Engine  Company,  which  is  now  owned 
by  the  Bethlehem  Shipbuilding  Company.  It  became  a  common 
carrier  at  the  solicitation  of  the  public  authorities  of  Massa- 
chusetts who  said  it  was  needed  in  their  scheme  for  developing 
the  water  front  of  Massachusetts.  The  public  service  commis- 
sion, in  pursuance  of  an  agreement  with  the  shipbuilding  com- 
pany, issued  a  certificate  of  public  convenience  under  which  the 
industrial  railroad  became  a  common  carrier,  although  the  ship- 
building company  was  not  anxious  to  have  its  railroad  acquire 
the  status  of  a  common  carrier. 

The  Massachusetts  Oil  Refining  Company  complained  that 
the  Fore  River's  rates  on  petroleum  and  its  products  were  un- 
reasonable because  they  were,  in  all  instances,  2.5  per  100 
pounds  higher,  on  refined  oils  than  the  rates  from  the  junction 
point  at  East  Braintree;  and  on  fuel  oil  higher  for  each  two  or 
more  line  haul  than  for  hauls  over  a  single  line  for  equal  dis- 
tances. 

The  higher  rates  resulted  from  the  refusal  of  the  New  Ha- 
ven to  make  joint  rates.  It  denied  the  common  carrier  status 
of  the  short  line.  The  first  question,  then,  to  be  decided  was 
as  to  the  status  of  the  Fore  River  Railroad.  The  Commission 
held  it  was  and  had  been  a  common  carrier  since  September, 
1920,  which  was  far  enough  for  it  to  go  back,  because  the  traffic 
involved  did  not  begin  moving  until  the  date,  mentioned. 

The  Commission  held  the  rates  on  refined  oil  unreasonable 
to  the  extent  that,  on  refined  oils,  they  exceeded  the  mileage 


scale  rates  applicable  on  oils  of  that  kind,  with  an  allowance 
of  two  miles  for  the  mileage  of  the  Fore  River. 

The  Commission  further  held  the  rates  on  fuel  oil  unrea- 
sonable to  the  extent  that  they  exceeded  the  rates  on  refined 
oils,  shipped  on  an  estimated  weight  of  6.6  pounds  per  gallon, 
using,  however,  an  estimated  weight  of  7.4  on  fuel  oil.  In  other 
words  the  fuel  oil  rates,  no  matter  over  how  many  lines  they 
may  apply,  must  not  be  higher  than  the  rates  on  refined  oils, 
using,  however,  the  higher  estimated  weight  per  gallon,  in  cal- 
culating the  charges  on  shipments  of  fuel  oil.  The  Commission 
also  awarded  reparation. 

The  new  bases  of  rates  are  to  be  made  effective  not  later 
than  May  15. 

RATE    ON    GASOLINE 

A  finding  of  unreasonableness  and  an  order  of  reparation 
have  been  made  in  No.  12324,  Wofford  Oil  Co.  vs.  Houston 
&  Brazos  Valley,  Director-General  et  al.,  opinion  No.  7458,  66 
I.  C.  C.,  601-3,  as  to  a  rate  of  65  cents  on  nine  carloads  of  gaso- 
line, shipped  in  July  and  August,  1919,  from  Bryanrnound,  Tex., 
to  Birmingham,  Ala.  It  held  that  rate  unreasonable  to  the 
extent  it  exceeded  54.5  cents,  a  subsequently  established  rate, 
and  ordered  reparation  for  the  difference. 


RATE  ON  FLOUR  AND  GRAIN  PRODUCTS 
An  order  of  dismissal  has  been  made  in  No.  12310,  Buhler 
Mill  &  Elevator  Co.  vs.  Director-General,  as  agent,  opinion  No. 
7462,  66  I.  C.  C.  613-14,  on  a  holding  that  rates  on  shipments 
of  flour  and  grain  products,  milled  at  Buhler,  Kan.,  from  wheat 
originating  in  Oklahoma  and  Kansas,  and  shipped  to  eastern 
points,  were  applicable  and  not  shown  to  have  been  unreason- 
able, between  September.  1919,  and  January,  1920,  when  the 
shipments  in  question  moved.  The  question  was  as  to  the  ag- 
gregate charge  for  the  line-haul  and  the  out-of-line  haul,  the 
carriers  contending  that  the  two  factors  were  separately  in- 
creased, so  that  the  out-of-line  charge  was  increased  from  3  to  4 
cents  and  the  aggregate  increase  was  7  cents,  notwithstanding 
the  general  limitation  that  increases  on  grain  and  grain  prod- 
ucts should  not  exceed  6  cents.  The  Commission  held  there 
had  been  compliance  with  General  Order  No.  28  and,  even  if 
there  had  not  been,  the  mere  fact  of  non-compliance  did  not 
show  the  resulting  rate  or  charge  to  have  been  unreasonable. 


RATES  ON   AUTO   BODY   WOODWORK 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12382,  Chevrolet  Motor  Company  of 
Texas  vs.  Director-General,  as  agent,  Chicago,  Rock  Island  & 
Pacific,  et  al.,  opinion  No.  7464,  66  I.  C.  C.,  617-8,  as  to  rates  on 
nuto  body  woodwork,  knocked  down,  carloads,  from  St.  Louis 
to  Fort  Worth,  Tex.,  between  September  13,  1917,  and  February 
28,  1920.  It  held  they  were  unreasonable  to  the  extent  they  ex- 
ceeded 50  cents  prior  to  June  25,  1918,  and  62.5  cents  there- 
after and  that  reparation  should  be  made  to  the  basis  of  the 
rates  mentioned.  The  complainant  contended  the  rates  were 
unreasonable  to  the  extend  they  exceeded  the  rates  on  wagon 
material  and  the  Commission,  without  saying  so,  adopted  that 
view,  the  rates  of  50  and  62.5  cents  being  those  contempo- 
raneously applicable  to  wagon  material. 


BEAUMONT   CASE   DISMISSED 

The  Commission  has  dismissed  No.  12059,  Beaumont  Cham- 
ber of  Commerce  vs.  Alexandria  &  Western  et  al.,  opinion  No. 
7444,  66  I.  C.  C.,  544,  because  the  relief  sought  was  accorded 
in  the  Commission's  decision  in  iron  and  steel  articles  from 
Galveston  (61  I.  C.  C.,  270).  The  Commission,  in  the  latter 
case,  decided  the  carriers  had  not  justified  their  proposals  and 
required  the  cancellation  of  the  schedules  therein  suspended. 
The  instant  case  was  filed  before  the  decision  was  made  in  the 
Iron  and  Steel  Articles  case.  At  the  hearing  Beaumont  said  it 
would  be  satisfied  with  the  rates  remaining  in  effect  if  the  sus- 
pended tariffs  should  be  cancelled.  The  Port  Arthur  Chamber  of 
Commerce  and  Shipping  intervened  to  prevent  any  disturbance 
of  the  parity  between  Port  Arthur  and  Beaumont,  but  offered  no 
testimony  in  support  of  its  allegation  that  Port  Arthur  and  Beau- 
mont should  be  kept  on  a  parity. 


LUMBER,  LOUISIANA  TO   NORTHWEST 

In  a  report  on  No.  12107,  Ferd.  Brenner  Lumber  Co.,  Inc.  vs. 
Atchison,  Topeka  &  Santa  Fe  et  al.,  opinion  No.  7456,  66  I.  C.  C. 
595-8,  the  Commission  has  held  rates  charged  on  lumber  from 
Alexandria,  La.,  to  destinations  in  California,  Washington,  Ore- 
gon and  British  Columbia,  between  November  8,  1917,  and  Febru- 
ary 27,  1918,  inclusive  were  applicable.  It  further  held  that  a 
tariff  offering  a  lower  basis  of  rates  to  which  it  said  reparation 
should  be  made  was  in  violation  of  section  6  of  the  act.  The 
tariff  that  was  held  to  be  in  violation  of  section  6  and  which 
caused  the  award  of  reparation  was  a  Texas  &  Pacific  publication. 

The  lumber  was  moved  over  the  Texas  &  Pacific  to  Alex- 
andria and  thence  under  a  trans-continental  tariff  to  destination. 
The  question  for  determination,  the  Commission  said,  was 
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whether,  under  the  provisions  of  the  respective  tariffs  naming 
the  log  rates  to,  and  the  lumber  rates  from,  Alexandria,  the  rates 
applicable  on  the  lumber  were  those  in  effect  when  the  ship- 
ments of  logs  originated  or  the  higher  rates  in  effect  when  the 
lumber  was  forwarded  from  Alexandria.  The  charges  were  col- 
lected on  the  higher  lumber  rates.  The  measure  of  none  of  the 
rates  was  in  question. 

Under  the  Texas  ft  Pacific  tariff  it  was  provided  that  when 
the  products  (of  logs)  which  must  equal  33  1-3  per  cent  of  the 
weight  of  the  rough  material  into  the  transit  point  were  shipped 
out  of  that  point  via  its  lines  to  Louisiana  points  or  to  interstate 
destinations  to  which  through  rates  were  published  the  charges 
into  transit  points  would  be  refunded  to  the  basis  of  the  rate 
on  rough  material  into  the  transit  point  at  a  rate  shown  in  one 
of  the  items  in  the  tariff.  The  material  part  of  the  provision 
in  issue  was  "the  rate  to  apply  on  the  products  moving  out  of 
the  transit  point  under  this  tariff  will  be  that  in  effect  from 
the  transit  point  on  date  of  shipment  from  point  of  origin  of  the 
rough  material."  The  complainant  complied  with  the  require- 
ments of  that  rule  and  refund  on  the  logs  was  made  as  provided 
therein.  The  rates  charged  on  the  lumber,  however,  were  those 
published  in  Countiss'  transcontinental  tariffs  I.  C.  C.  NOB.  1048 
and  1049,  effective  March  15,  1918,  and  ranged  from  12  to  17  cents 
higher  than  those  in  effect  on  the  dates  of  the  shipments  of  the 
logs. 

The  direct  issue  was  created  by  Note  No.  1,  in  the  Countiss 
tariffs  providing  that  transit  privileges  would  be  permitted  only 
when  specific  authority  therefor  was  published  in  that  particular 
tariff  in  connection  with  the  rate  on  the  commodity.  The  com- 
plainant contended  that  the  provisions  of  the  trans-continental 
tariffs  had  no  application  to  the  Inbound  movement  of  the  logs 
or  the  transit  thereon  at  Alexandria;  that  Note  No.  1  had  the 
effect  only  of  prohibiting  stoppage  at  a  transit  point  between 
Alexandria  and  the  final  destinations;  and  that  these  tariffs  could 
net  be  construed  in  disregard  of  the  primary  and  unqualified  con- 
tract of  carriage  held  out  to  the  public  In  Texas  ft  Pacific  I.  C. 

'14.  to  which  reference  was  made  In  the  description  of  the 
Texas  ft  Pacific  offering. 

In  deciding  the  case  the  Commission  said  it  was  clear  the 
transit  provisions  of  the  trans-continental  tariff  referred  only 
to  transit  on  the  commodity  transported  and  not  to  the  prior 
transit  on  the  Ings  at  Alexandria;  It  followed,  the  Commission 
said,  that  the  trans-continental  tariffs  were  neither  governed  T. 
ft  P.  I.  C.  C.  2014  nor  had  the  effect  of  nullifying  the  unrestricted 
provisions  of  that  tariff  wherein  shippers  were  notified  that  when 
the  lumber  manufactured  from  logs  transported  thereunder  to 
Alexandria  moved  via  the  Texas  ft  Pacific  to  "Interstate  destina- 
tions to  which  through  rates  are  published  In  tariffs  on  file  with 
the  Interstate  Commerce  Commission"  the  rates  to  apply  would 
be  those  In  effect  from  Alexandria  to  destinations  "on  date  of 
shipment  from  point  of  origin  of  the  rough  material." 

The  Commission  said  that  although  the  rates  charged  were 
applicable  the  effect  of  Item  43  H  of  T.  ft  P.  I.  C.  C.  No.  2014  was 
that  the  T.  ft  P.  published  by  reference,  without  the  concurrence 
of  IU  connections,  the  Joint  rate  contained  In  the  trans-conti- 
nental tariffs  In  effect  when  the  shipments  moved.  Such  a  publi- 
cation, the  Commission  said,  was  In  direct  contravention  of  Its 
rules;  It  said  the  complainant  was  Justified  in  relying  on  the 
lower  basis  of  rate*  thus  offered  and  thereby  suffered  damages 
for  which  It  might  award  reparation. 


RATES  ON  FERTILIZER 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  12311.  Swift  ft  Company  vs.  Director 
<;•  noral.  as  agent,  opinion  No.  7463.  66  I.  C.  C.,  615-6,  as  to  rates 
on  fertlllxer  In  bags,  from  Cleveland  to  Minfonl.  O  ,  during  fed- 
eral control.  The  Commission  said  the  rates  of  20.5  and  26  cent* 
were  unreasonable  because  they  exceeded  14  cents  prior  to 
June  25.  1918.  and  17.5  cents  after  that  date.  They  were  the 
rates  in  effect  in  the  opposite  direction.  The  director-general 
denied  the  higher  rates  southbound  were  unreasonable,  but.  y- 
cording  to  the  report,  offered  no  explanation  for  the  maintenance 
nl  the  lower  rates  In  the  opposite  direction. 


BASIS  FOR  REPARATION 

In  a  report  on  Ex  Pane  No.  80,  in  the  matter  of  awarding 
reparation  on  a  lower  basis  prior  to  June  25.  1918.  than  on  and 
after  that  date,  opinion  No.  7498.  68  I.  C.  C.  5-8.  the  Commis- 
sion, speaking  through  Commissioner  Hall,  said  that  "whether 
reparation  should  be  awarded  on  the  same  basis  In  respect  of 
transportation  during  federal  control  before  and  after  June  25. 
1918.  depends  upon  the  facts  of  record  In  each  case." 

This  is  the  case  In  which  the  Dlrector-Oeneral,  In  effect, 
contended  that  In  the  making  of  awards  of  reparation  on  ship- 
ments moving  between  January  1  and  June  24,  1918,  Inclusive, 
the  Commission  should  apply  the  scale  of  rates  put  Into  op- 
eration by  General  Order  No.  28.  Commissioner  Hall.  In  his 
report,  said  the  proceeding  was  Instituted  upon  the  Commis- 
sion's own  motion  to  afford  Interested  parties  an  opportunity 
to  argue  orally  the  question  whether.  In  finding  unrt-asonable. 
the  rate*  charged  by  the  nirertor-Oenernl  of  Railroad*  on  truffle 


which  moved  during  federal  control  and  in  awarding  reparation 
therefor  it  should  apply  a  lower  basis  to  shipments  made  prior 
to  June  25,  1918.  than  on  shipments  made  on  and  after  that 
date.  After  that  statement  of  the  chief  facts,  Mr.  Hall  said: 

The  position  of  the  Director  General  is  that  we  should  adopt  a 
uniform  rule  based  upon  the  principle  that  any  rate  found  unreason- 
able on  such  shipments  made  prior  to  June  25  should  include  the 
general  Increase  effective  on  that  date  because  the  Increase  in  wages 
of  railroad  employes  was  made  retroactive  to  the  beginning  of  federal 
control  on  January  1,  1918,  and  because  railway  materials  and  other 
expenses  had  substantially  Increased  before  the  increase  in  rates  was 
operative.  In  this  respect  he  asks  that  consideration  be  given  to  the 
fact  that  although  certain  economies  were  instituted  as  an  Incident  of 
federal  control  there  was  a  deficit  in  operating  results  for  the  period 
from  January  1  to  June  24,  1918.  He  calls  attention  to  decisions  in 
which  we  appear  to  have  recognized  the  point  urged  by  him.  I>ake 
l':irk  Refining  Co.  vs.  Director  General.  60  I.  C.  C..  381;  Steel  Cities 
Chemical  Co.  vs.  Director  General.  56  I.  C.  C.,  723:  and  Swift  &  Co. 
vs.  Director  General.  61  I.  C.  C.,  567.  But  in  Nagase  &  Co.  vs.  Director 
'  St-m-riil.  I',::  1.  C.  C.,  422,  the  Director  General  relied  upon  these  cases 
in  support  of  this  proposition,  and  we  said: 

"\Vi-  do  not  understand  the  cases  cited  by  the  Director  General  are 
authority  for  the  broad  proposition  for  which  he  contends.  It  would 
be  easy  to  cite  many  cases  In  which  the  Commission  has  found  cer- 
tain rates  reasonable  down  to  June  24.  1918.  and  the  same  rates  plus 
the  Increases  under  general  order  No.  28  to  be  reasonable  after  that 
date.  "  •  •  This  contention  overlooks  the  fact  that  a  shipper  is 
•  milled  to  a  reasonable  rate  and  that  one  of  the  tests  of  a  reasonable 
rate  Is  Its  relationship  to  other  rates  on  the  same  or  analogous  com- 
modities between  points  In  the  same  general  territory  for  similar  dis- 
tances." 

The  Director  General  does  not  contend  that  the  increase  of  June 

.  -IV  should  be  applied  retroactively.  His  position  is  that  if.  In 
awarding  reparation  against  him,  the  same  basis  Is  not  applied  on 
shipments  made  prior  to  June  25  as  on  shipments  thereafter,  the 
effect  Is  to  penalize  the  government  for  having  failed  to  Initiate 
at  an  earlier  stage  of  federal  control  the  Increased  rates  which,  if 
then  established,  would  doubtless  have  been  found  reasonable. 

The  chief  argument  made  by  shippers  Is  that  rates  In  this  country 
are,  generally  speaking,  adjusted  with  relation  to  other  rates  and 
that  the  question  whether  a  particular  rate  Is  reasonable  is  deter- 
mined largely  by  consideration  of  rates  exacted  on  analogous  com- 
modities under  comparable  conditions.  We  have  often  recognized 
the  principle  that  the  words  "just  and  reasonable"  Imply  the  appli- 
cation of  good  judgment  and  fairness,  of  common  sense  and  a  sense 
of  justice,  to  the  facts  of  record.  The  words  "just  and  reasonable" 
arc  not  fixed  unalterable  mathematical  terms.  Advances  In  Kates  on 
«'..nl  by  the  C.  *  O.  Ry.  Co..  22  I.  C.  C.,  604.  \I..i .  ,.\ ,.r.  as  has 
been  recognized  by  the  Supreme  Court,  there  must  exist  range  for 
the  fl.-xll.le  limit  of  Judgment  which  belongs  to  the  power  to  fix 
rates."  Atlantic  Coast  Line  vs.  N.  Car.  Corp.  Com'n.  206  U.  S.  1.  26. 
Tin-re  could  be  no  flexible  limit  of  judgment  If  all  rates  were  to  be 
•neasnred  by  their  relation  to  cost  or  by  a  predetermined  rule. 

Shippers  urge  that  the  rule  suggested  by  the  Director  General 
Is  unsound  and  if  adopted  would  bring  about  anomalous  situations. 
In  Sulzberger  ft  Son*  Co.  vs.  C..  R.  I.  ft  P.  Ry.  Co..  55  I.  C.  C.. 
(91,  the  complaint  was  filed  In  1916.  The  decision  was  In  1919.  If 
the  reasonable  maximum  rate*  there  prescribed  had  been  established 
prior  to  June  IS.  191S.  they  would  have  been  subject  to  the  general 
increase  of  that  date.  Can  It  be  said  that  because  a  case  is  decided 
after  June  25  the  fact  that  rates  prior  to  that  date  were  on  a  dif- 
ferent level  should  be  disregarded?  The  Director  General  asks  In 
effect  that,  where  particular  rate*  are  found  unreasonable  after  June 
IS  on  shipment*  which  moved  during  Koieml  control  both  before  and 
after  that  date,  we  arbitrarily  use  January  1,  1918.  a*  the  dividing  line 
because  the  retroactive  application  to  January  1  of  the  wage  award 
substantially  Increased  the  operating  expenses  during  the  ensuing 
period  down  to  Jane  25,  although  operating  revenues  were  not  In- 
creased until  the  latter  date.  That  Is  another  way  of  saying  that 
thr  Increases  e (Teeth,  on  June  25  should  be  applied  retroactively  to 
January  1.  191S.  In  *o  far  as  affecting  complaints.  If  that  contention 
I*  sound  a*  applied  to  the  Director  General  It  I*  likewise  sound  a* 
applied  to  the  corporate  carriers.  Their  rate*  were  Increased  on 
August  IS.  1)20.  following  Increased  Rates.  1920.  58  I.  C.  C..  220,  and. 
as  the  wage  award  of  the  I'nli.-.l  State*  Ljjbor  Board  of  July,  1920. 
to  railroad  employe*  was  applied  retroactively  to  Hay  1.  1920,  the 
question  would  arise  In  determining  the  reaaonablene**  of  rate*  on 
shipments  made  prior  to  August  26.  1920.  whether  any  rate,  found 
tn  havr  been  unreanonable  prior  to  that  date  may  nevertheless 
properly  Include  the  percentage  Increase  authorised  In  that  case. 
Shipper"  might  with  equal  propriety  ask  that  general  reductions 
apply  retronctlvely. 

The   fact   that   In  some  of  the   decided   case*   we   have   awarded 
reparation  to  the  same  bantu  upon  shipments  made  before  and  after 
June    !'."'.    1918.    doe*    not    necessarily    reflect    any    variance    in    prln- 
The    Director    General    urged    In    many    of    these    cases    that 
itlons  which  led  to  the   Increases  of  June  25.   1918.  existed   prior 
to   that   dnte.    and   In    certain    Instances  our   award   of   reparation    to 
the  same  basis  before  and  after  June  25,  1918.  showed  that.  In  those 
Instances,  we  considered  the  contention  well  founded  and  controlling. 
Tint  In  the  preponderance  of  case*  we  have  not  found  the  same  con- 
dfJBJon   of  eciual  merit.     Operating  conditions   prior  to   June   25.   1918. 
••Riding   the   retroactive   application   of   the   wage   award,   were   Im- 
portant  factor*,   but   they   were   not   necessarily   controlling  In   deter- 
mining   the    reasonableness    of   rates   after   January    1    of    that    year. 
I'nconscloimly.   It   may   he.   but   none   the   less   really,   counsel    for  the 
l>lreriiir  Om-ral  asks  us  to  decide  cases  In  advance  by  laying  down 
some  principle  of  determination   which   will   be  controlling   before   we 
know  anything  about  the  state  of  fact*  to  which   It  will  be  applied. 
We   are   convinced   that    we   would   not    be    warranted    In   announcing 
any  rule  of  general  application  a*  a  basis  for  determining  the  reason- 
ableness of  rates  exacted  on  shipments  moving  before  or  after  June 
25.   1918.   or  any  other  date.    We   are  equally  convinced   that   In   pro- 
ngs   Hirnlnst    the    Director    General,    as    In    all    others,    we    must 
adhere  to  the  sound  and  salutary  principle  that  whether  and  to  what 
t   a  rate  wa*  or  Is  unjust  or  unreasonable  In  a  particular  case 
I*  a  question  of  fact,  to  be  determined  by  the  exercise  of  good  judg- 
ment.  Informed  by  experience.   In  tho  light  of  all  the  pertinent   fnctn 
of  record  In  that  case. 

No  occasion  appenrs  for  reopening  any  of  the  cases  which  have 
been  pressed  upon  our  attention  and  this  proceeding  will  be  dis- 
continued. No  order  Is  nece**ary. 


RATINGS  ON    HIPOLITE 

In  a  report  on  No.  12242,  Hypollte  Co.  vs.  Akron,  Canton  & 
Youngstown  et  a).,  opinion  No.  7476,  66  I.  C.  C..  866-8,  the  Com- 
mission has  held  the  present  rlaftMflcation  ratings  on  hlpollte 
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not  unreasonable.  It  is  held  that  the  former  any-quantity  rat- 
ings of  first  class  in  Official  and  second  in  Western  and  South- 
ern classification  territories  were  unreasonable  as  applied  to  car- 
load shipments  to  the  extent  they  exceeded  third  class,  and 
awarded  reparation  on  that  basis  on  shipments  moving  between 
January  1,  1917,  and  August  15,  1920. 


RATES  ON    LUMBER 

The  Commission  has  held  in  No.  12165,  I.  L.  Gilmore  et  al. 
vs.  Missouri,  Kansas  &  Texas  et  al.,  opinion  No.  7457,  66  I.  C.  C., 
599-01,  that  the  applicable  rates  on  lumber  from  Burkburnett  to 
Bristol  and  Slick,  Okla.,  via  Denison,  Tex.,  and  to  Commerce, 
Okla.,  via  Frederick,  Okla.,  during  the  last  three  months  of  1920 
were  not  unreasonable,  but  that  some  of  the  shipments  had  been 
overcharged.  It  held  the  applicable  rates  from  Burkburnett  to 
Bristol  and  Slick  via  Frederick  unreasonable  to  the  extent  they 
cxcoed  39  and  44.5  cents,  respectively.  It  authorized  the  waiv- 
ing of  undercharges  and  directed  the  refund  of  the  overcharges 
which,  when  done,  will  result  in  the  dismissal  of  the  complaint. 


CHARGES  ON  AUTOMOBILE  JACKS 

The  Commission  has  dismissed  No.  12395,  Chrevolet  Motor 
Company  of  California  vs.  Director-General,  as  agent,  et  al., 
opinion  No.  7480,  66  I.  C.  C.,  677-8,  holding  that  the  third-class 
rate  charged  on  shipments  of  automobile  jacks  in  less  than  car- 
load quantities  from  Akron,  Ohio,  and  Joliet,  111.,  to  Oakland, 
Cal.,  since  January  4,  1918,  were  applicable  and  had  not  been 
shown  to  have  been  unreasonable  or  unjustly  discriminatory. 
The  question  was  as  to  whether  the  jacks  involved  were  auto- 
mobile jacks.  The  Commission  decided  that  the  jacks  in  ques- 
tion did  not  fall  within  the  description  "jacks,  wagon,"  as  con- 
tended by  the  complainant. 

MISROUTING  OF  COAL 

The  Commission  has  dismissed  No.  12222,  William  L.  Car- 
ney vs.  Director-General,  and  Chicago,  Terre  Haute  &  Southeast- 
era,  opinion  No.  7449,  66  I.  C.  C.,  560-1,  holding  that  while  5 
carloads  of  soft  coal  from  mines  in  Indiana  to  Chicago  had  been 
misrouted  the  complainant  was  not  the  real  party  in  issue  and 
not  entitled  to  reparation.  The  complainant,  the  Commission 
said,  was  a  public  traffic  manager  at  Chicago,  who  had  not 
shown  himself  to  be  the  party  in  interest. 

R.  R.  A.  LAW  DEPARTMENT  SCORED 

The  Traffic  World  Washington  Bureau 

An  unusually  severe  arraignment  of  the  methods  of  the  law 
department  of  the  Railroad  Administration  was  made  by  Paul 
E.  Blanchard,  attorney  for  Armour  and  Company,  in  arguments  on 
No.  12400,  Armour  and  Company  vs.  Alabama  Great  Southern, 
Director-General,  et  al.;  No.  12483,  J.  Hungerford  Smith  Grape 
Juice  Co.  vs.  A.  T.  &  S.  F.  et  al.;  and  No.  12600,  Welch  Grape 
Juice  Co.  vs.  Atlantic  Coast  Line  et  al.,  in  which  three  examiners 
recommended  a  holding  of  unreasonableness  and  an  award  of 
reparation  as  to  rates  on  grape  juice.  Blanchard  accused  Thomas 
M.  Woodward,  attorney  for  the  Railroad  Administration,  who 
wrote  exceptions  to  the  report  of  the  examiners,  of  going 
outside  the  record  and  of  making  statements  as  to  matters  so 
brought  in  that  were  false  both  as  to  fact  and  as  to  law. 
Blanchard  also  accused  Woodward  of  having  taken  immaterial 
parts  of  the  record,  ignoring  material  parts,  and  putting  the  first 
mentioned  forward  as  typical  of  the  record  on  the  question  of 
paying  and  bearing  the  charges. 

Woodward  was  not  present.  Royal  C.  McKenna  made  answer 
for  the  Railroad  Administration.  Blanchard  said  his  reason 
for  attacking  the  exceptions  filed  by  Woodward  in  argument  in- 
stead of  by  printed  answer  was  to  be  found  in  the  fact  that  he 
did  not  physically  see  or  hear  of  the  exceptions  until  after  the 
time  allowed  him  by  the  rules  for  answering  had  expired,  because 
he  was  busy  in  the  general  rate  inquiry  and  other  cases  away 
from  his  office.  He  said  if  his  experience  in  this  case  had  been 
the  first,  he  would  not  have  taken  the  matter  so  seriously. 

In  his  answer  to  Blanchard,  McKenna  devoted  himself 
merely  to  the  attack  on  Woodward's  way  of  quoting  the  testi- 
mony. He  read  extracts  from  the  testimony  to  show  that  it 
was  hearsay  and  subject  to  the  motion  made  by  Woodward  and 
that  Woodward  was  not  trying  to  deceive  nor  mislead  the  Com- 
mission. Woodward,  he  said,  was  an  old  examiner  of  the  Com- 
mission and  would  not  think  of  trying  anything  of  that  kind. 
The  controversy  revolved  around  the  question  of  reparation. 
Woodward  moved  to  strike  out  much  of  the  testimony  as  to  who 
had  borne  the  charges  on  the  ground  that  it  was  hearsay.  To 
show  that,  even  if  Armour  and  Company  had  paid  and  borne  the 
charges,  technically  speaking,  return  of  them  to  that  company 
would  result  in  giving  that  packer  illegal  profits  because,  he  said, 
the  Food  Administration  rules  prescribed  the  amount  of  profit  a 
packer  might  take.  He  said  reparation  should  not  be  made  to 
a  packer  because  freight  rates  were  recognized  by  the  rules  of 
the  Food  Administration  and,  undoubtedly,  Armour  and  Company 
had  included  the  freight  in  the  cost  accounts  used  for  deter- 
mining the  profit  the  company  legally  might  earn. 

In  addition  to  that,  Woodward  suggested  it  was  uncertain 


whether  Armour  and  Company,  an  Illinois  corporation,  or  Armour 
&  Co.,  a  New  Jersey  corporation,  had  paid  and  borne  the  charges. 
Blanchard  said  Woodward's  observations  on  that  head  were 
made  in  such  a  way  as  to  suggest  that  there  was  mystery  about 
the  various  Armour  companies.  What  seemed  to  irritate  him 
most,  however,  was  that  Woodward  had  asserted  that  Armour 
and  Company  did  not  tell  the  Commission  about  the  inter-cor- 
porate relations. 

"Nobody  asked  any  questions  about  the  companies,  said 
Blanchard.  "Lest  the  Railroad  Administration  lawyers  again 
seek  to  make  a  point,  I  am  going  to  leave  with  this  Commis- 
sion copies  of  the  applications  for  incorporation,  the  charters  and 
licenses  to  do  business  issued  to  Armour  and  Company,  an  Illi- 
nois corporation,  and  Armour  &  Co.,  a  New  Jersey  corporation, 
100  per  cent  of  the  stock  of  which  is  owned  by  Armour  and 
Company. 

"When  Mr.  Woodward  said  the  grape  juice  business  of  Ar- 
mour and  Company  was  under  the  control  of  the  Food  Admin- 
istration or  that  grape  juice  came  under  any  part  of  the  Lever  or 
1'ood  control  law,  he  made  a  false  statement  as  to  the  fact  and  as 
to  the  law.  The  grape  juice  part  of  the  business  was  never  under 
control  and  the  Supreme  Court  held  unconstitutional  those  parts 
of  the  Lever  law  which  he  quoted  in  his  exceptions  to  the  report 
of  the  examiners.  The  decision  that  those  parts  of  the  Lever 
law  which  he  quoted  in  his  exceptions  were  unconstitutional 
was  made  months  before  the  exceptions  were  written  and  I  file 
with  this  Commission  a  copy  of  the  Supreme  Court  opinion  for 
the  benefit  of  the  Railroad  Administration. 

"But  even  if  there  were  uncertainty  as  to  which  company 
had  paid  and  borne  the  charges,  attack  upon  a  misnomer  would 
not  lie  after  the  case  had  been  tried  on  its  merits.  But  there 
was  no  misnomer.  It  is  true  that  Mr.  Woodward,  after  quoting 
from  Poor's  Manual  (whether  accurately  or  not  I  do  not  know) 
referred  continually  to  Armour  &  Co.,  while  the  petition  in  the 
case  shows  Armour  and  Company  were  complaining  and  alleged 
they  were  damaged  by  the  payment  of  these  unreasonable  rates." 
In  conclusion  Blanchard  said  he  hated  to  say  it  but  he  had 
a  point  in  the  matter  which  he  would  reserve  for  use  in  the 
event  the  Railroad  Administration,  in  the  trial  of  the  forty  odd 
cases  in  which  his  clients  were  interested,  resorted  to  any  further 
practices  of  the  kind  to  which  he  had  been  alluding.  He  said 
the  course  of  the  Administration  lawyers  had  been  such  that  he 
felt,  in  justice  to  his  clients,  he  should  not  lay  everything  before 
the  Commission  at  this  time,  but  reserve  it  against  the  time 
when  he  might  need  it. 

This  controversy  about  ethics  overshadowed  the  issue  in  the 
complaints  as  to  the  reasonableness  of  the  rates  on  grape  juice 
from  the  two  big  producing  centers,  western  New  York  and 
Southern  Michigan,  to  the  southeast,  to  Carolina  territory  and 
to  the  southwest.  Fifth  class  is  imposed.  The  complainants 
asked  for  either  the  canned  goods  or  non-alcoholic  beverage 
rates.  In  behalf  of  the  Director-General  their  contentions  were 
opposed  by  L.  P.  Day,  W.  J.  Stevenson  and  E.  C.  Blanchard,  who 
radically  disagreed  with  the  other  Blanchard.  Luther  M.  Waller 
appeared  for  complainants  other  than  Armour  and  Company. 


VALUATION  REPORTS 

Property  wholly  owned  and  used  by  the  Raritan  River  Rail- 
road Company  of  New  Jersey  has  been  valued  at  $1,215,41 
by  the  Commission  as  of  June  30,  1916.  The  carrier  has  issued 
a  total  of  $940,000  in  capital  stock  and  first-mortgage  bonds,  all 
of  which  was  outstanding  on  date  of  valuation.  The  capital 
stock  totals  $540,000  and  the  bonds,  $400,000. 

The  property  of  the  Linville  River  Railway  Company  of 
North  Carolina  was  valued  at  $249,662  as  of  June  30,  1916.  The 
carrier  has  issued  a  total  of  $326,032  in  stocks,  bonds  and  non- 
negotiable  debt,  of  which  $245,528  was  outstanding  on  rate  of 
valuation,  $60,000  being  stock  and  the  rest  non-negotiable  debt. 

In  a  report  on  the  Duluth  &  Superior  Bridge  Company  the 
Commission  found  a  value  of  $640,000  as  of  June  30,  1916.  The 
carrier  has  issued  a  total  of  $1,150,000  in  stocks  and  bonds,  all 
outstanding  on  date  of  valuation,  $200,000  being  in  capital  stock 
and  the  rest  in  mortgage  bonds. 

The  property  of  the  Louisiana  Railway  &  Navigation  Com- 
pany was  valued  at  $10,796,479  as  of  June  30,  1917.  The  total 
capitalization  of  the  carrier  was  found  to  be  $18,677,328,  con- 
sisting of  $8,131,000  of  capital  stock,  $10,545,000  of  first  mortgage 
bonds  and  $1,328  of  equipment  trust  obligations. 

The  property  of  the  Wildwood  &  Delaware  Bay  Short  Line 
Railroad  Company  has  been  valued  at  $190,000  as  of  June  30, 
1916.  The  carrier  has  issued  a  total  of  $806,100  in  stocks  and 
bonds,  all  outstanding  on  date  of  valuation,  of  which  $378,000 
are  in  capital  stock  and  $428,000  in  first  mortgage  bonds. 

The  Commission  has  placed  a  tentative  final  value  of  $162,- 
331  on  the  property  of  the  Columbia  (S.  C.)  Union  Station 
Company  as  of  June  30,  1916. 

The  Commission  has  placed  a  value  of  $3,189,429  on  the 
property  of  the  Northern  Alabama  Railway  Co.  as  of  June  30, 
1916  The  outstanding  capital  liabilities  of  the  company  on 
date  of  valuation  totaled  $4,288,067,  of  which  $1,943.300  was 
capital  stock. 
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RATES  ON  ROUGH  RICE 

A  recommendation  that  the  rates  on  rough  rice  be  held  un- 
reasonable and  reparation  be  awarded,  has  been  made  by  Ex- 
aminers John  H.  Unwell  and  William  B.  Hunter  in  a  report  on 
No.  11898.  Beaumont  Chamber  of  Commerce  vs.  Beaumont,  Sour 
Lake  A  Western,  Director-General,  et  al.  The  rates  under  attack 
were  exacted  on  shipments  from  points  in  Arkansas  and  Louisi- 
ana to  Beaumont  and  Eagle  Lake,  Tex.  They  recommended 
the  following  holding: 

1.     That    for   the    transportation    of   rough    riot,    in    carloads,    from 
•i  in  Arkansas  and  Louisiana  to  ISeaumont  and  Kagle  1-akt-.  Tex.. 
;ite»  were  unreasonable  prior  to  June  15,  1918.  to  tli>    extent  that 
they  exceeded    those   enumerated    below,    and    from    Juno    25,    191S.    to 
•ist  26,   1920.   to  the  extent  that  they  exceeded  the  following   rates 
Im-reased   25   per  cent:    and   that    the    present   rates  are   and    for    the 
future  will   be   unreasonable  to   the  extent   that    they   exceed  the   said 
latter    rate*    Increased    as    authorised    in    Increased    Rates.    1910.    58 
I     iv   iv.   220.     This  scale  should  he  applied  to  both   single-line  hauls 
and  those  Involving  two  or  more  lines: 


Distances. 

20  miles  and  under 

35  miles  and  over    20  miles. 

50  miles  and  over    3." 

(5  miles  and  over    50  miles. 

M  miles  and  over    (5  miles. 
100  miles  and  over    80  miles. 
125  miles  and  over  100  miles. 
150  miles  and  over  12. 
175  miles  and  over  !:.• 
200  miles  and  over  175  miles. 


:    •• 
cents. 


:      ••<.•• 


a 

9 

11 
12 
13 
14 


220  miles  and  over  20O  miles 
2C5  miles  and  over  230  miles. 
100  miles  and  over  2(5  miles. 
235  miles  and  over  300  miles. 
275  miles  and  over  225  miles. 
425  miles  and  over  375  miles. 
475  miles  and  over  425  miles. 
(50  miles  and  over  475  mile* 
<25  miles  and  over  550  miles. 


eenti 

Rate. 


15 
IS 

IT 

18 

19 

20 

21 

-' 

- 


TEXAS  ROUGH  RICE  SCALE 

In  a  tentative  report  on  No.  9922.  Lake  Charles  Rice  Milling 
Co.  vs.  Abilene  *  Northern  et  al..  Examiner  F.  W.  McM.  Wood- 
row  has  recommended  an  order  recommending  the  destruction 
of  the  Texas  Intrastate  rough  rice  scale  In  so  far  as  It  is  ap- 
plied to  the  shipment  on  transit  arrangement  of  the  rough  rice 
to  mills  In  Texas  and  clean  rice  and  by-products  of  milling  to 
destinations  outside  Texas.  As  to  that  scale  for  application  on 
shipments  of  rough  rice  Into  Texas  mills  at  Orange.  Beaumont 
and  Houston,  and  the  clean  rice  to  Texas  destinations,  he  said 
the  volume  of  the  traffic  is  so  small  it  Is  not  a  burden  on  Inter- 
state commerce  nor  an  undue  prejudice  against  the  complainant. 

His  conclusion,  as  stated  by  him.  Is  that  the  complainant  Is 
not  subjected  to  undue  prejudice  because  of  the  application  of 
the  Texas  Intrastate  scale  on  rough  rice  from  Texas  points  to 
Orange.  Beaumont  and  Houston,  when  the  milled  product  moves 
Intrastate.  But.  he  said,  the  application  of  the  Texas  Intrastate 
scale  to  rough  rice,  when  milled  In  transit  and  reshlpped  to 
points  In  other  state*,  from  the  Texas  points,  to  Orange,  Beau- 
mont and  Houston,  and  of  the  Interstate  scale  from  the  same 
points  of  origin  to  Lake  Charles.  La.,  results  In  undue  prejudice 
to  the  complainant,  and  of  undue  preference  of  complainant's 
competitors.  His  suggestion  Is  that  the  undue  prejudice  and 
preference  be  ordered  removed  by  applying  to  such  shipments 
the  present  Interstate  rough  rice  scale. 

The  original  report  in  this  case  was  made  In  63  I.  C.  C.  18. 
The  rough  rice  scale  recommended  by  him  as  a  substitute  for  the 
Texas  scale  OB  the  traffic  with  which  he  dealt  was  prescribed  by 
the  Commission  In  the  prior  report  in  this  case.  The  question  of 
undue  prejudice  was  left  open  for  further  hearing.  He  said  the 
Commission's  purpose  In  holding  the  further  hearing  as  to  the 
undue  prejudice  Issue  was  to  comply  with  the  spirit  of  the  trans- 
portation act  which  was  passed  subsequent  to  the  original  hear- 
ing. Woodrow  said  the  Commission  sought  the  assistance  and 
co-operation  of  the  Texas  commission,  and  at  that  hearing,  ac- 
cording to  the  examiner,  that  body  was  given  every  opportunity 
to  present  testimony  or  offer  suggestions.  It  presented  no  testi- 
mony. It  said  complaints  were  then  pending  before  It  which 
attacked  as  unreasonable  the  Texas  Intrastate  rates  on  rough 
nvolved  In  this  case.  It  suggested  that  if  the  federal  com- 
mission were  to  find  that  Orange,  Houston  and  Beaumont  were 
unduly  preferred  and  the  undue  preference  were  ordered  to  be 
removed  by  the  application  of  the  rough  rice  Interstate  scale, 
then  the  three  milling  points  In  Texas  before  mentioned  would 
be  subjected  to  undue  prejudice  and  all  other  Texas  points  would 
;.<•  unduly  preferred  because  of  the  lower  Intrastate  scale. 

Woodrow  said  the  railroads  applied  the  rough  rice  Intra- 
•tate  scale  to  the  mills  ev.-n  when  the  product  goes  to  Inter- 
state destination*  n-  figured  that  because  Lake  Charles  had 
to  pay  the  Interstate  rough  rice  scale  Into  Lake  Charles.  It  was 
at  a  disadvantage  of  about  |6  per  car  of  60.000  pounds  because  of 
ih.'  (llfferpnre  In  weights  of  the  rough  rice  In  and  the  product  and 
by-proilncr 

The  railroads  cheerfully  admitted  undue  prejudice  and  sug- 
I  that  the  way  to  remove  It  would  be  to  apply  the  inter- 
state scale.  The  complainant,  however,  suggested  the  removal 


of  the  undue  prejudice  by  the  extension  of  the  scale  made  by  the 
Texas  commission  to  cover  interstate  traffic  on  the  ground  that 
the  bcale  prescribed  by  the  Commission  in  the  original  report 
was  too  high.  Woodrow  said  the  reasonableness  of  that  scale 
was  nol  in  issue  and  recommended  the  application  of  the  inter- 
state scale,  with  the  limitation  before  mentioned,  namely,  to  rice 
going  outside  of  Texas. 

In  a  report  on  a  case  brought  by  the  same  complainant  and 
having  the  same  number,  namely,  No.  9922.  against  the  Abilene  & 
Northern,  Director-General  et  al.,  Attorney-Examiner  M.  A. 
Pattison,  upon  further  hearing,  recommended  a  denial  of  the 
complainant's  request  for  the  establishment  of  milling-in-transit 
at  Lake  Charles  on  rough  rice  from  Arkansas  and  California. 
He  said  the  reasons  for  ordering  transit  on  rice  from  Louisiana 
and  Texas  points,  to  Lake  Charles,  were  not  controlling  as  to 
rough  rice  from  California  and  Arkansas.  Therefore,  he  said  the 
order  of  the  Commission  of  July  25,  1921,  should  be  modified  as 
not  to  require  mllling-ln-transit  on  California  and  Arkansas  rough 
rice. 

The  only  difference  in  the  titles  to  the  cases  on  which 
Woodrow  and  Pattison  made  reports  is  that  the  Director-General 
was  a  party  in  the  case  on  which  Pattison  made  a  report  and 
not  In  the  one  on  which  Woodrow  submitted  his  views  as  to 
what  the  Commission  should  do. 


RATES  ON  ISTLE 

In  a  report  on  No.  12493.  F.  S.  Smith  A  Son  vs.  Director- 
General.  Beaumont,  Sour  Lake  *  Western  et  al..  Examiner  Peter 
C.  Paulson,  recommended  a  holding  of  unreasonableness  as  to 
rates  on  istle,  from  Eagle  Pass  and  Laredo,  Tex.,  to  various 
northern  and  eastern  destinations  where  cordage  factories  were 
In  operation  on  and  after  June  25.  1918.  The  shipments  origi- 
nated In  Mexico.  The  movement  was  begun  via  the  all-rail 
routes  during  the  war  when  the  shortage  of  tonnage  threw 
American  cordage  Interests  back  on  the  Mexican  product  to  such 
an  extent  that  they  had  to  use  the  all-rail,  instead  of  the  cus- 
tomary routes,  through  American  gulf  ports.  All-rail  rates  were 
In  great  confusion. 

Paulson  said  the  Commission  should  hold  rates  unreason- 
able. In  the  period  between  June  25,  and  August  26,  1920, 
to  the  extent  they  exceeded  34.5  to  St.  Louis;  67  cents  to  Chicago, 
Milwaukee  and  Peorla;  67.8  cents  to  Cincinnati  and  Covington; 
34.5  cents  to  Galveston.  75.7  cents  t</Xenla;  0.78  cents  to  St 
Paul  and  67  cents  to  New  York,  and  that  the  through  rates  to 
Burlington.  Brooklyn.  Philadelphia  and  Baltimore  were  unreas- 
onable to  the  extent  that  the  components  to  St.  Louis  and  Cin- 
cinnati exceeded  64.5  and  67.8  cents,  and  that  the  rates  since 
August  26.  1920,  have  not  and  are  not  unreasonable. 

He  also  said  reparation  should  be  made  to  the  bases  sug- 
gested by  him. 


REFRIGERATION  CHARGES 

In  a  proposed  report  on  No.  12779.  National  Preserves  and 
Fruit  Products  Association  vs.  Abilene  ft  Southern  et  al.,  Ex- 
aminer C.  I.  Kephart  recommending  a  holding  that  regrlgeratlon 
charges  on  preserved  fruits  and  berries,  shipped  from  Oregon  and 
California  points  to  various  destinations  throughout  the  United 
States,  In  the  period  between  May  15.  1917,  and  February  27, 
1920,  were  unreasonable  to  the  extent  they  exceeded  the  con- 
temporaneous basic  deciduous  fruit  charges  between  the  same 
points,  for  a  minimum  loading  of  60,000  pounds,  excess  In  pro- 
portion. 

^pKephart  recommended  the  ordering  of  reparation  to  one  of 
fW  complainant*  which  submitted  specific  proof  of  shipments, 
and  the  holding  of  further  hearings  to  enable  other  shippers, 
members  of  the  complaining  association,  to  make  their  proof,  be- 
cause the  association  desired  to  obtain  a  ruling  on  the  basic 
proposition  before  undertaking  proof.  The  report  also  covers 
a  sub-number  brought  by  the  same  association  against  the  Di- 
rector-General, as  agent,  et  al. 

The  preserved  fruits  and  berries  mentioned  In  this  complaint 
are  those  used  In  making  jams,  jellies,  and  fruit  butters.  The 
fruits  and  berries  are  packed  in  paraffin  lined  barrels,  sometimes 
with  and  sometimes  without  sugar.  They  are  kept  In  cold  stor- 
age for  periods  from  one  to  six  months  at  temperatures  ranging 
from  10  F.  to  — 10  F".  When  shipped  they  are  put  Into  pre-cooled 
refrigerators,  the  temperature  In  which  Is  kept  below  freezing 
so  as  to  prevent  fermentation. 

t'ntll  May,  1917,  they  were  carried  as  perishable  freight  not 
otherwise  specified.  Then  the  Southern  Pacific  tried  to  apply 
the  deciduous  fruits  and  berries  rates,  but  uncertainties  In 
publication  and  an  overlooking  of  the  fact  that  the  minimum  on 
such  fruits  and  berries  was  only  26,000  pounds,  led  to  enormous 
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increases  in  the  charges  on  an  average  car  of  the  beavy  loading 
traffic.  Kephart  came  to  the  conclusion  that  the  effort  was  to  ap- 
ply the  deciduous  fruits  and  berries  rate,  without  thought  as  to 
what  the  ignoring  of  the  low  minimum  would  have  on  such  a 
heavy  loading  commodity,  due  to  the  "excess  in  proportion"  part 
of  the  tariff  publication.  Undercharge  bills  were  presented  to 
shippers  who  had  not  paid  the  higher  charges.  The  examiner 
thinks  the  Commission  should  waive  those  not  yet  paid  and  order 
reparation,  down  to  the  basis  of  a  50,000  minimum. 

RATES  ON  FIR  PILING 

In  a  proposed  report  on  No.  13121,  Charles  K.  Spalding 
Logging  Co.  vs.  Director-General,  as  agent,  Southern  Pacific  et 
al.,  Examiner  P.  F.  Gault  recommended  a  holding  that  rates  on 
rtr  piling  from  points  in  Oregon  to  California  destinations,  dur- 
ing federal  control,  were  not  unreasonable  or  otherwise  unlaw- 
ful, although  they  were  higher  by  10  cents  than  the  rates  on 
flr  lumber. 

As  to  shipments  of  flr  piling  transported  on  more  than  one 
car,  from  points  in  Oregon  to  Detroit,  the  examiner  said  the 
Commission  should  make  a  holding  of  unreasonableness  and  an 
order  of  reparation  because  the  rates  on  piling  so  long  as  to 
require  the  use  of  two  or  more  cars  were  higher  than  the  rates 
on  flr  lumber  and  piling  not  requiring  the  use  of  more  than  one 
car. 

The  examiner  said  that  nothing  had  been  brought  out  by  the 
testimony  in  this  case  which  was  not  before  the  Commission 
when  it  held,  in  cases  involving  double  and  triple  loads,  that 
rates  on  such  loads  should  not  exceed  the  rates  on  flr  piling 
and  fir  lumber  in  single  car  loads.  He  said  the  facts  about 
double  and  triple  loading  brought  out  in  this  case  had  also  been 
brought  forward  by  the  carriers  in  the  other  cases  in  which 
that  kind  of  loading  was  under  consideration,  notably  52  I.  C.  C. 
598  and  55  I.  C.  C.  625. 

Only  the  factor  from  the  Oregon  points  of  origin  to  Chicago 
was  under  attack.  The  factor  from  Chicago  to  Detroit  was  not 
under  attack  because,  when  the  General  Order  No.  28  increase 
was  made,  only  five  cents  was  added  to  the  rate  which  then 
applied  to  lumber  and  pHing,  without  regard  to  the  length. 

In  the  California  end  of  the  case  it  was  shown  that  higher 
rates  were  applied  on  piling,  no  matter  what  its  length,  and 
that  the  competition  of  the  boat  lines  did  not  cover  the  move- 
ment of  piling,  because  that  kind  of  forest  product  was  not 
sought  for  boat  transportation,  while  the  competition  for  lumber 
tonnage  was  keen. 


accept  less  than  5  cents.  The  Commission's  examiner  did  not 
say  what  the  division  should  be,  but  passed  only  on  the  ques- 
tion as  to  whether  the  coast-group  basis  could  be  ordered.  He 
said  if  the  two  carriers  could  not  agree,  a  proper  proceeding 
on  that  subject  should  be  begun. 


REPARATION  FOR  MISROUTING 

An  award  of  reparation  on  account  of  misrouting  of  oats 
from  Louisville  and  Evansville  to  New  Orleans,  in  August  and 
September,  1918,  has  been  made  by  Examiner  J.  O.  Cassidy,  in 
a  report  on  No.  12792,  American  Hominy  Company  vs.  Director- 
General,  as  agent. 

In  the  case  of  16  carloads,  no  routing  was  specified  by  the 
shipper.  In  54  instances  it  indicated  the  Illinois  Central  as  the 
route,  but  at  the  same  time  inserted  a  rate  which  no  longer 
applied  over  that  route. 

The  examiner  said,  as  to  the  16  unrouted  shipments,  it 
was  the  duty  of  the  Director-General  to  route  them  over  the 
cheapest  line.  As  to  the  other  54,  he  said  the  Director-General 
should  have  obeyed  Conference  Ruling  474,  requiring  the  car- 
rier, in  instances  when  there  is  conflict  between  the  rate  and 
route,  to  ask  for  further  instructions.  The  Director-General 
routed  the  cars  as  shown  in  the  billing,  but  assessed,  not  the 
rate  specified  by  the  shipper,  but  the  rates  applicable  over  the 
specified  route,  without  giving  the  shipper  an  opportunity  to 
say  which  it  preferred,  the  rate  or  the  route.  Therefore,  the 
examiner  said,  the  Commission  should  hold  each  of  the  ship- 
ments to  have  been  misrouted  and  that  reparation  should  be 
awarded  to  the  basis  of  the  lowest  rate  over  the  routes  con- 
trolled by  the  Director-General. 


RATES  ON  LUMBER 

An  extension  of  the  coast-group  basis  of  rates  on  lumber  and 
forest  products  to  points  on  the  Valley  &  Siletz  Railroad  has 
been  proposed  by  Examiner  John  A.  McQuillan  in  a  tentative 
report  on  No.  12962,  S.  A.  Foster  Lumber  Co.  vs.  Valley  & 
Siletz  Railroad  Co.  et  al.  He  recommended  a  holding  that  the 
rates  on  lumber  and  forest  products  from  points  on  the  Valley 
&  Siletz  are  not  unreasonable,  but  unduly  prejudicial  to  the 
extent  they  exceed  the  coast-group  basis  of  rates  to  destinations 
east  of  the  Rocky  Mountains.  He  recommended  a  holding  that 
rates  to  Portland,  for  export,  and  to  California  points,  were 
and  are  not  unreasonable  or  otherwise  unlawful. 

The  Southern  Pacific  and  the  Valley  &  Siletz  have  been 
negotiating  on  the  subject  of  establishing  coast-group  rates  from 
points  on  the  short  line,  it  is  37  miles  long,  but  have  been 
unable  to  agree  upon  divisions.  The  Southern  Pacific  was 
willing  to  establish  the  coast-group  basis,  but  unwilling  to  pay 
more  than  4  cents  as  a.  division.  The  Valley  &  Siletz  refused  to 


CHARGES  ON  FIR  SHINGLES 

In  a  tentative  report  on  No.  12787,  Central  Wisconsin  Sup- 
ply Co.  vs.  C.  C.  C.  &  St.  L.  et  al.,  Examiner  H.  C.  Wilson 
has  recommended  a  holding  that  demurrage  and  other  charges 
on  a  carload  of  flr  shingles  from  Silver  Beach,  Wash.,  to  Min- 
nesota Transfer  and  thence  reconsigned  to  Charleston,  111.,  were 
unlawfully  assessed  and  collected.  The  car  arrived  at  Minne- 
sota Transfer  September  9,  1920,  and  was  delivered  seven  days 
later  to  the  transfer  and  storage  company,  in  compliance  with 
a  reconsignment  order  received  September  13.  The  transfer 
and  storage  company  had  also  received  an  order  directing  re- 
consignment  to  Charleston,  111.,  and  September  15  it  advised 
the  Northern  Pacific  that  it  had  such  an  order.  The  latter  con- 
strued all  the  transactions  as  meaning  that  the  car  had  been 
held  for  reconsignment  for  a  week  and  assessed  penalties  ac- 
cordingly. The  examiner  said  the  Commission  should  hold  the 
car  had  been  reconsigned  twice  and  that  it  was  released  from 
its  original  destination  September  13,  the  day  it  gave  its  order 
to  have  the  car  given  to  the  transfer  and  storage  company. 
The  examiner  said  the  delay,  was  due  to  the  failure  of  the 
Northern  Pacific  to  execute  the  order  promptly.  The  latter 
contended  that,  because  the  final  reconsignment  order  was  given 
before  the  first  was  executed,  the  car  was  held  the  whole  time 
for  reconsignment. 


RATE  ON  MURIATE  OF  POTASH 

A  rate  of  $1  per  100  pounds  on  muriate  of  potash,  from 
Wilmington,  Calif.,  to  Bay  City,  Mich.,  and  Niagara  Falls,  was 
reasonable  for  the  period  it  was  in  effect,  during  the  early 
months  of  1918,  in  the  opinion  of  Examiner  Leo  J.  Flynn.  He 
has  therefore  recommended  the  dismissal  of  No.  12942,  Diamond 
Match  Company  vs.  Director-General,  as  agent.  The  complain- 
ant sought  reparation  to  the  basis  of  the  subsequently  estab- 
lished rate  of  75  cents.  That  last  mentioned  rate  was  a  com- 
promise, apparently,  between  the  old  rate  of  60  cents  on  fer- 
tilizer materials,  from  the  Pacific  coast  to  the  East.  Muriate  of 
potash,  the  production  of  which  was  begun,  from  seaweed, 
after  the  supply  from  Germany  was  cut  off,  moved  on  that  rate. 
The  railroad  men  said  that  that  low  rate,  when  established,  was 
not  intended  to  cover  such  a  high-grade  material  as  muriate 
of  potash,  although  technically  it  came  within  that  description. 
During  the  war  muriate  of  potash,  containing  from  80  to  85 
per  cent  of  potash,  sold  as  high  as  $350  per  ton.  Before  the 
war  it  sold  for  $40  or  $45  per  ton  and  the  price  now  is  back 
almost  to  the  pre-war  level. 


SAND,  LOUISVILLE  TO  N.  MANCHESTER 

In  a  report  on  No.  12776,  North  Manchester  Foundry  Co. 
vs.  Cleveland,  Cincinnati,  Chicago  &  St.  Louis,  Examiner  J.  O. 
Cassidy  has  recommended  a  holding  of  unreasonableness  as  to 
rates  on  sand  from  Louisville,  Ky.,  to  North  Manchester,  Ind. 
The  complainant  asked  for  rates  of  $1.20  a  ton  and  $1.68  a 
ton,  the  first  before  and  the  second  after  August  26,  1920.  Sixth 
class  rates  of  17  and  24  cents  were  applied.  The  sand  was 
of  a  particular  kind  needed  for  making  castings  such  as  the 
complainant  desired  to  turn  out.  The  shipments  moved  wholly 
over  the  Big  Four.  Contemporaneously  the  Big  Four  was  a 
party  to  a  rate  of  $1.90  between  the  same  points.  After  August 
25,  1920,  that  rate  became  $2.66.  Cassidy  recommended  an 
order  requiring  the  establishment  of  the  $2.66  rate  for  the  future 
and  reparation  to  the  basis  of  the  $1.90  and  $2.66  rates. 


WHEAT  RATE  UNREASONABLE 

In  a  proposed  report  on  No.  12344,  Canby  Milling  Co.  vs. 
Chicago,  St.  Paul,  Minneapolis  &  Omaha,  Director-General  et  al.. 
Examiner  Bronson  Jewell  recommended  a  holding  that  the  rate 
on  wheat,  prior  to  September  1,  1917,  from  Minneapolis,  origi- 
nating beyond,  to  Chicago,  with  milling  in  transit  privileges  at 
Canby,  Minn.,  was  unreasonable,  to  the  extent  it  exceeded  17.1 
cents  per  bushel.  It  was  26.7.  A  further  recommendation  was 
that  the  rate  since  that  time  had  not  been  shown  to  be  or  to 
have  been  unreasonable.  He  recommended  reparation  to  the 
basis  of  the  17.1-cent  rate,  but  that  the  complainant  had  not 
shown  itself  to  have  been  damaged  by  any  undue  prejudice  that 
may  have  existed. 


REPARATION  ON  OYSTER  SHELLS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  A.  McQuillan,  in  a 
report  on  No.  13096,  King-Ryder  Lumber  Company  vs.  Director- 
General,  as  agent,  as  to  a  rate  of  26.5  cents  per  100  pounds  on 
oyster  shells,  from  West  Port  Arthur,  Tex.,  to  Bon  Ami,  La.,  in 
December,  1918.  The  examiner  said  the  Commission  should 
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hold  that  rate  unreasonable  because  u  .  \c  .-,-Ued  a  combination 
ot  intermediates  amounting  to  only  8.5  cents  and  award  repara- 
tion to  that  basis. 


RATE  ON  COAL  IN  TENNESSEE 

Examiner  Harris  Fleming  hag  recommended  the  dismissal 
of  No.  12934,  Hood  Pottery  Clay  Products  Co.  et  al.  vs.  Director- 
General,  as  agent,  on  a  holding  that  the  rate  on  slack,  pea,  nut 
and  run-of-mine  coal  from  Rathbun  to  Melville,  Tenn.,  during 
federal  control,  had  not  been  shown  to  have  been  unreasonable. 


FIGHT  ON  IRON  ORE  REDUCTIONS 

Tkt   Traffic   World   Washington  Bureau 

The  fight  against  the  proposal  of  the  eastern  trunk  lines 
to  reduce  rates  on  ex-lake  iron  ore,  without  at  the  same  time 
cutting  tbe  rates  on  coal  and  coke,  has  been  renewed  by  Francis 
B.  James  In  behalf  of  the  Buffalo  and  other  take  front  furnace 
people. 

The  Alan  Wood  Iron  ft  Steel  Company  and  others  pro- 
tested against  the  suspension  of  the  station  to  station  rates  of 
the  eastern  trunk  lines,  saying  they  were  Interested  largely  in 
ores  from  Port  Henry,  N.  J..  which  is  not  a  point  of  shipment 
for  ex-lake  ore. 

Some  of  the  Interior  blast  furnace  interests  were  expected 
to  join  with  the  lake  front  furnace  interests  because  they  were 
Interested  In  coincident  and  corresponding  reductions  on  fuel 
and  ore  as  much  as  the  lake  front  furnaces. 

The  interests  mentioned  have  asked  for  the  suspension  of  the 
tariffs  which  the  trunk  lines  have  filed  to  become  operative  April 
17.  The  arguments  against  what  the  protestants  regard  as  a 
premature  cut  In  ex-lake  Iron  ore  rates  are  those  made  against 
the  continuance,  after  January  1,  last,  of  the  rates  made. effective 
in  October.  1921.  when  the  trunk  lines  removed  the  whole  of 
the  Ex  Parte  74  Increases,  but  limited  their  tariffs  so  they 
would  expire  with  the  close  of  business  December  31.  Just 
before  those  tariffs  were  to  expire  by  limitation.  tl*e  carriers 
proposed  to  extend  them.  The  Commission,  however,  denied 
the  applications  for  sixth  section  permission  to  make  some  of 
the  tariffs  effective  on  less  than  statutory  notice.  Tbe  tariffs 
that  had  been  filed  allowing  statutory  notice  were  then  with- 
drawn so  as  to  avoid  the  necessity  for  a  suspension  order  to 
preserve  the  status. 

*e  protests  have  no  relation,  however,  to  those  made 
by  the  same  Interests  against  the  reduction  of  rates  on  Iron 
ore  originating  In  trunk  line  territory  and  destined  to  points  In 
and  outside  of  that  territory.  The  protests  against  reduced 
rates  on  that  kind  of  ore  were  made  on  the  theory  that  If  the 
rates  therein  proposed  were  allowed  to  become  effective  they 
would  be  used  as  an  argument  for  breaking  down  the  ex-lake 
structure. 

The  specific  request  of  the  Buffalo  and  other  lake  front 
steel  Interests,  and  those  Interior  eastern  blast  furnace  Inter 
ests  making  common  cause  with  them  against  tbe  proposed 
reductions  on  iron  or.-.  Is  that  the  tariffs  carrying  those  redu<- 
lions  be  suspended  so  as  to  create  an  Investigation  and  sus- 
pension docket  case,  and  then  consolidate  the  case  so  created 
with  the  formal  case  (Docket  No.  13445).  filed  by  the  Buffalo 
interests  attacking  the  existing  ore  rate  structure  a*  unrea- 
sonable and  unjustly  discriminatory.  They  made  that  request 
notwithstanding  the  suggestion  made  by  T.  C.  Powell,  vice  presi- 
dent of  the  Erie,  at  the  hearing  In  the  general  rate  Inquiry,  that 
an  analysis  would  show  that  the  Buffalo  Interests  were  not 
being  hurt  by  the  changes  In  rates  on  Iron  ore,  because  they  had 
advantages  in  distributing  their  products.  In  comparison  with 
the  steel  plants  In  the  Interior,  which  have  lower  rates  on  fuel. 
In  their  protest  and  petition  for  suspension,  the  Buffalo  and 
allied  Interests  say: 
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•  y  article  of  commerce.  In  addition,  a  reduction  of  the  rates  on 
coal  will  very  materially  reduce  the  cost  of  fuel  to  the  carriers  and 
thereby  reduce  the  operating  costs  of  the  carriers. 

Although  the  carriers  in  their  evidence  In  chief  did  not  suggest  a 
reduction  of  Iron  ore  rates,  yet  at  the  last  minute  in  the  offering  of 
rebuttal  evidence  on  March  1  to  4,  inclusive,  T.  C.  Powell,  vice-presi- 
dent of  the  Erie,  disclosed  the  fact  that  the  carriers  had  had  a  con- 

Bce  on  March  2  with  Mr.  Hardle.  traffic  director  of  the  Interstate 
Commerce  Commission,  on  the  subject  of  reducing  rates  on  iron  ore. 
including  ex-lake  Iron  ore  rates. 

The  iron  and  steel  interests  having  gotten  wind  of  what  was  up. 
procured  a  copy  of  the  minutes  of  the  meeting  of  the  Trunk  Line 
Association  held  on  February  24.  1922.  The  Iron  and  steel  Interests 
at  Buffalo  and  vicinity,  on  cross-examination  of  the  vice-president  of 
the  Erie  Railroad,  put  in  evidence  the  action  taken  by  the  Trunk  LJne 
Association. 

An  examination  of  the  tariff  flies  of  the  Commission  shows  that 
on  March  1.  1922.  the  carriers  filed  numerous  tariffs  revising  the  rates 
on  iron  ore,  to  become  effective  on  April  1.  1922.  The  vice-president 
of  the  Erie  Railroad  admitted  that  the  effect  of  these  tariffs  would  be 
to  reduce  the  revenues  of  the  carriers  28  per  cent,  and  make  It  less 
favorable  for  the  carriers  to  make  reductions  on  coal.  To  take  20 
per  cent  off  the  ex-lake  Iron  ore  rates,  involving  35  to  40  million  tons 
per  y.-iir.  will  likewise  make  it  less  possible  to  make  a  reduction  in 
coal  rates. 

The  carrier*  admit  that  the  proposed  reduction  in  rates  on  Iron 
ore  is  a  part  of  a  scheme  to  equalise  assembling  costs,  a  principle  unl- 
vermally  condemned  by  the  Commission. 

In  view  of  the  pending  Investigation  I.  C.  C.,  Docket  13293  and 
I  <\  C.  Docket  11445  (Exhibit  "D").  and  particularly  in  view  of  t)u> 
fact  that  the  vice-preaident  of  the  Erie  Railroad  aald  that  the  proposed 
reduced  rates  should  be  analysed,  these  tariffs  reducing  the  ex-lake 
Iron  ore  rates  should  be  suspended  and  put  on  the  Investigation  and 
suspension  docket  for  investigation. 

Mr.  Powell,  vice-president  of  the  Erie  Railroad,  testified  that  the 
matter  of  the  adjustment  of  the  rates  on  iron  ore  should  be  analysed, 
as  follow*: 

"My  own  thought  Is  that  the  entire  adjustment  on  the  raw  ma- 
terial rates  should  be  analyzed.  I  am  advocating  an  analysis,  to  see 
whether  It  Is  necessary  to  make  any  change  In  the  rates,  to  establish 
a  reasonable  parity.  I  think  In  a  (treat  many  cases  that  the  so-called 
natural  advantage  Is  subject  also  to  analysis,  and  I  think,  perhaps, 
when  rhe  whole  subject  Is  gone  Into.  It  will  be  found  that  a  point 
which  is  supposedly  at  a  disadvantage,  or  supposedly  at  an  advantage 
on  Its  raw  material,  has  an  advantage  In  Its  distribution  of  finished 
product.  AH  those  matters  must  be  taken  In.  That  Is  the  reason.  If 
an  Investlvatlon  Is  made,  as  you  call  It — as  I  call  It,  an  analysis — 
It  must  be  on  a  broad  scale." 

It  must  therefore  be  quite  apparent  that  these  proposed  reduc- 
tions In  ex-lake  Iron  ore  rates  are  of  the  broadest  and  most  far- 
rearhlng  consequence*.  They  may  destroy  some  Industries.  They 
may  m-utrallse  the  natural  advantages  of  some  Industries.  They 
may  equalise  the  disadvantage*  of  come  Industries.  If  they  are  allowed 
to  go  into  effect  they  will,  as  testified  to  by  Mr.  Powell,  reduce  the 

•Hies  of  the  carriers  and  furnish  an  argument  to  the  carriers  to 
claim  that  they  are  disabled  to  make  a  reduction  in  the  coal  rates. 

Coal  rates  must  come  down  If  we  are  to  have  a  return  to  normal 

iltlons  and  stimulate  business,  and  the  carriers  should  not  be  per- 
mitted without  a  thorough  Invent Igatlon  to  make  a  reduction  of  ex- 
lake  Iron  ore  rate*  whlrh  may  prevent  a  reduction  of  coal  rates. 

Mr  I'mvell  admitted  that  the  subject  I*  a  broad  one  and  that 
It  should  be  analysed,  that  Is  to  say.  Investigated,  and  the  method  to 
l.rins;  about  this  analysis  or  Investigation  I*  to  suspend  these  tariffs 
and  put  th.-m  on  the  Investigation  and  suspension  docket  for  hearing. 

The  tariff*  tiled  March  1.  1922.  to  become  effective  April  1.  1922. 
are  merely  an  entering  wedge  for  an  exeUse  to  reduce  the  ex-lake 
ore  rate*. 

This  Is  confirmed  by  the  action  of  the  carriers  making  a  reduction 
of  10  per  rent  In  the  ex-lake  ore  rates  by  tariffs  filed  beginning  March 
II.  1)11.  to  become  effective  on  statutory  notice.  A  20  per  cent  reduc- 
tion In  the  ore  rate*  would  take  off  the  greater  part  of  the  Increase 
made  under  Ex  Parte  7».  A  reduction  of  20  per  cent  would  mean 
taking  off,  a*  an  Illustration,  of  IS  rents  per  ton  on  the  ore  rates  from 
lower  I^ake  Krle  ports  to  ptttxhurgh.  In  view  of  the  fact  that  It  take* 
two  tin*  of  ore  to  make  a  ton  of  pig  Iron,  this  would  amount  to  a 
reduction  of  M  cent*  per  ton  of  pig  Iron  on  the  ore  rates  to  Pitts- 
burgh. The  rarrtera  propose  to  do  this  without  making  any  reduc- 
tion In  the  coal  rates. 

In  the  production  of  Iron  and  steel  articles,  the  three  principal 
materials  are  coal,  coke  nnd  Iron  ore.  anil  the  carriers  have  single.l 
•  reduction  for  the  benefit  of  the  Interior  Iron  and  steel 
prejudice  of  the  Iron  and  steel  plants  at  Buffalo  and 
md  thereby  seek  to  give  said  Interior  Iron  and  steel  plants 
large  competitive  advantages  over  their  competitors  at  Buffalo  and 
ity.  and  have  placed  an  undue  share  of  the  burden  of  transpor- 
tation on  coal  and  coke  to  the  plants  In  Buffalo  and  vicinity,  and  by 
materially  reducing  the  rates  on  said  Iron  ore.  will  lessen  their  ability 
to  reduce  the  rate*  on  coal  and  coke  to  Buffalo  and  vicinity. 


RATES  ON  IRON  ORE  TO  LAKE  PORTS 

was  expected  to  be  the  final  stage  of  the  hearing  on 
1.  Adriatic  Mining  Co.  et  al.  vs.  C.  ft  N.  W.  et  al.,  and 
allied  cases,  involving  the  rates  on  Iron  ore  from  ranges  in 
Minnesota.  Wisconsin  and  Michigan  to  the  upper  lake  ports, 
was  entered  into  March  24.  In  Chicago,  before  Kxamlnar  How- 
ard llosni'-r.  when  railroad  witnesses  presented  objections  to 
the  rebuttal  figures  of  the  complainants.  V.  P.  Turnburke, 
statistician  for  tbe  Great  Northern,  objected  to  the  use  by  the 
complainants  of  figures  for  the  Dululh.  Messabl  &  Northern 
as  reflecting  operating  expenses  on  his  line.  To  show,  he  said, 
how  far  these  were  Inaccurate,  he  recast  the  cost  figures  of 
id.-  complainants  on  (he  Great  Northern  basis,  using  the  same 
theory  of  accounting  adopted  by  complainants'  witness,  G.  W. 
Oliver,  and  rautlonlne  the  examiner  repeatedly  to  remember 
that  he  was  not  subscribing  to  that  theory. 

II--  said  his  result  showed  that  Mr.  Oliver's  figures  for  1920 
understated  the  amount  of  operating  expenses  contained  in  the 
maintenance  of  way,  maintenance  of  equipment,  and  transporta- 
tion accounts  by  $844.994.16,  of  which  over  $800,000  was  in  the 
maintenance  of  equipment  account.  This  raised  the  total  ex- 
P<'nse,  for  hauling  on-  on  tin-  (Jreat  Northern.  In  1920,  from 
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$6,631,956.27  to  $7,475,951.03,  which  amount  spread  over  the 
12,495,732  tons  hauled  made  an  expense  per  ton  of  59.83  cents 
instead  of  the  53.07  cents  claimed  by  Mr.  Oliver. 

Even  more  erroneous,  he  said,  was  the  claim  made  by 
complainants  that,  due  to  reductions  in  wages  and  material 
costs,  1921  operating  expenses  were  15  per  cent  below  the  1920 
figures. 

"Compared  to  the  12,500,000  tons  of  ore  hauled  by  the  Great 
Northern  in  1920,  there  were  only  4,298,177  hauled  in  1921,  and 
geological  and  railroad  estimates  show  that  but  little  above  that 
amount  will  be  hauled  in  1922,"  said  the  witness.  "As  a  matter 
of  fact,  it  cost  considerably  more  to  haul  a  ton  of  ore  in  1921 
than  in  1920.  The  latter  year  was  abnormal,  so  far  as  tonnage 
was  concerned,  inasmuch  as  more  ore  was  hauled  than  during 
any  other  season  with  the  exception  of  1913." 

After  adding  capital  costs  and  tax  expense  to  the  figures 
quoted  above,  Mr.  Turnburke  arrived  at  the  conclusion  that  it 
cost  the  Great  Northern  90.68  cents  a  ton  to  haul  ore  in  1920, 
and  169.99  cents  in  1921,  an  average  of  110.98  cents  a  ton  for 
the  two  seasons.  From  which  he  evidently  drew  the  conclusion 
that  instead  of  lowering  the  rate  the  Commission  might  well 
raise  it  a  little. 

The  significance  of  a  line  of  questions,  put  to  V.  P.  Turn- 
burke,  statistical  witness  for  the  Great  Northern,  at  the  March 
25  session  of  the  ore  hearing,  was  not  made  apparent  until 
Jean  Paul  Muller,  attorney  for  independent  mining  interests, 
ventured  an  informal  explanation.  After  failing  to  make  the 
witness  say  what  he  considered  a  reasonable  rate,  as  opposed 
to  what  he  said  it  cost  to  move  ore  over  the  Messabi  division 
of  the  Great  Northern,  Mr.  Muller  turned  to  F.  G.  Dorety, 
general  solicitor  for  the  railroad,  and  asked: 

"If  the  Commission  should  decide,  in  this  case,  that  the 
rates  on  all  the  lines  carrying  ore  from  the  Messabi  range  to 
the  Lake  Superior  docks  should  be  lowered  to  the  level  of 
what  we  have  shown  to  be  a  reasonable  rate  for  the  D.  M.  &  N. 
and  the  D.  &  I.  R.,  would  you  consider  such  an  order  confis- 
catory,  in  view  of  the  fact  that  such  a  rate  would  be  somewhere 
around  65  cents  and  the  operating  costs  of  the  Great  Northern, 
according  to  your  witness's  figures,  is  68  cents?" 

"I  would  consider  any  rate  that  does  not  pay  operating 
costs  confiscatory,"  answered  the  railroad  attorney. 

Mr.  Muller  explained  these  questions  and  their  connection 
to  the  case  by  saying  that  the  independent  shippers. of  iron  ore 
in  Minnesota  were  laboring  under  an  economic  disadvantage 
exactly  equal  to  the  difference  between  the  cost  of  hauling  ore 
on  the  steel  corporation  owned  roads,  plus  a  reasonable  allow- 
ance for  capital  costs  and  taxes,  on  the  one  hand,  and  the  cost 
of  similar  service  plus  similar  capital  and  tax  factors  on  the 
Great  Northern.  According  to  Mr.  Turnburke's  figures,  he  ex- 
plained, the  cost  on  the  Great  Northern  was  somewhere  around 
11.15. 

"The  steel  corporation  line  tonnage  consists  of  over  80  per 
cent  corporation-owned  ore,  whereas  on  the  Great  Northern  the 
percentage  of  corporation  ore  is  negligible.  It  is  obvious,  there- 
fore, that  the  corporation  can  handle  its  own  ore  profitably 
much  cheaper  than  the  Great  Northern  can  handle  the  ore  of 
the  independents.  I  stand  ready  to  accept  the  valuation  put 
on  the  Messabi  division  by  the  Great  Northern's  own  witnesses 
as  a  fair  purchase  price,  and  I  am  ready  to  make  an  offer  of 
that  amount,  $60,000,000  in  round  numbers,  for  that  line,  on 
behalf  of  certain  clients." 

Mr.  Turnburke's  only  remark  in  connection  with  Mr.  Muller's 
offer  was  that  he  was  not  in  a  position  to  accept  any  offer  in 
the  name  of  the  45,000  stockholders  of  the  Great  Northern,  even 
if  the  offer  should  be  five  times  the  valuation. 

Previous  to  this  line  of  questioning,  Mr.  Turnburke  had 
expressed  an  opinion,  in  reply  to  questions  by  E.  R.  Ballard, 
attorney  for  mining  interests,  to  the  effect  that  operating  ratios 
were  not  of  much  value  in  figuring  the  relationship  of  rates. 

"Unless  operating  conditions,  such  as  the  average  length 
of  haul,  the  average  trainload,  etc.,  are  identical  in  both  in- 
stances, operating  ratios  do  not  mean  anything,"  he  said.  He 
also  objected  to  the  methods  used  by  complainants  in  assigning 
capital  charges  to  ore  traffic. 

"The  capital  charges  brought  forth  by  the  complainants,"  he 
said,  "are  obtained  by  segregating  one  of  the  lines  of  greatest 
traffic  density,  which,  in  our  opinion,  should  be  averaged  with 
lines  of  less  density  to  produce  fair  earnings  on  the  system. 
The  Great  Northern  Railway  Company  protests  against  this 
method  of  estimation,  both  as  to  operating  costs  and  capital 
charges." 

In  addition  to  errors  in  the  cost  figures  of  the  complainants, 
due  to  excessive  allocation  of  expenses  to  non-ore  traffic,  dis- 
tortion was  caused  by  the  fact  that  complainants'  witnesses  pro- 
ceeded on  the  assumption  that  the  carriers  should  earn  only 
proportional  revenue  in  the  ore-carrying  months,  said  C.  F. 
Balch,  assistant  general  auditor  for  the  Chicago  &  North  West- 
ern, at  the  iron  ore  hearing,  March  27. 

"It  is  unfair,"  he  continued,  "to  expect  the  carriers  to  earn 
only  58%  per  cent  of  their  total  annual  revenue  dyring  the 
months  from  May  to  November,  which  is  58%  per  cent  of  the 


year,  when,  as  a  matter  of  fact,  the  railroads  of  the  United 
States  as  a  whole  earned  83.1  per  cent  of  their  total  revenue 
in  1921  during  those  months.  To  argue  that  because  the  Chi- 
cago &  North  Western  earns  more  than  7/12  of  its  revenue 
during  the  seven  ore-carrying  months  ore  rates  are  too  high, 
is  to  argue  that  the  Southern  Railway,  because  it  earns  the 
greater  part  of  its  total  revenue  during  the  months  in  which 
cotton  moves,  is  charging  rates  on  cotton  that  are  higher  than 
reasonable." 

Mr.  Balch  said  that  the  only  reason  the  ore-carrying  divi- 
sions of  the  C.  &  N.  W.  had  shown  a  net  during  the  five  months 
ending  December  1,  1921,  was  because  non-ore  freight  had  pro- 
duced net  revenue  of  $206,261.80,  thus  wiping  out  the  deficit 
of  $204,984.04  that  resulted  from  the  ore  traffic,  and  leaving  a 
net  on  all  traffic  of  $1,277.76,  which  was  $2,279,703.62  less  than 
a  return  of  6  per  cent  on  the  property  investment. 

"Mr.  Oliver  alleges  a  net  on  ore,  for  the  C.  &  N.  W.,  from 
May  to  November,  1921,  of  $4,634,310,"  the  witness  said,  "whereas 
the  Commission's  figures  show  we  had  a  net  loss  of  $1,609,232,  on 
all  traffic  for  the  whole  year." 

"That's  the  very  reason  we're  here,"  interjected  Mr.  Ballard. 

In  closing  his  direct  testimony,  Mr.  Balch  submitted  an 
exhibit  on  which  the  cost  studies  introduced  by  various  witnesses 
were  tabulated  for  comparison,  and  called  attention  to  their  wide 
variance.  Mr.  Oliver's  highest  figure  was  58.6  cents,  Mr.  Mul- 
ler's 53.73,  and  Mr.  Balch's  94.7  cents. 

With  the  tendering  of  exhibit  No.  230,  by  B.  Newhouse, 
assistant  comptroller  of  the  Soo  Lane,  March  28,  the  hearing  on 
the  combined  cases  involving  the  rates  on  iron  ore  from  ranges 
in  Minnesota,  Wisconsin  and  Michigan  to  northern  lake  ports, 
came  to  an  end.  Twenty-five  days  of  hearing  and  nearly  4,000 
pages  of  testimony  was  the  result,  in  addition  to  the  230  exhibits 
mentioned. 

The  last  witness's  testimony  had  to  do  mainly  with  the 
valuation  of  the  ore.  lines  of  the  Soo  in  northern  Wisconsin. 
He  took  exception  to  the  $4,000,000  figure  placed  on  that  prop- 
erty by  witness  Oliver  for  complainants,  pointing  out  that  the 
23.04  per  cent  of  the  lines  north  of  Spencer,  used  by  complain- 
ants was  improper,  inasmuch  as  it  showed  only  the  proportion 
of  main-line  track  devoted  to  ore  traffic  to  the  total  main-line 
mileage  in  that  territory.  He  said  a  more  proper  way  to  arrive 
at  the  percentage  would  have  been  to  take  the  main-line,  branch- 
line  and  spur  trackage  devoted  to  ore  hauling  and  compare  it 
with  the  total  of  those  factors.  That  percentage  would  have 
been  27.73,  he  said. 

Having  arrived  at  that  figure,  he  abandoned  the  percentage 
theory  altogether,  and  presented  what  he  said  was  an  actual 
figure  for  the  value  of  the  property  as  of  June  30,  1917.  This 
figure  was  $6,800,000,  over  $110,000  in  excess  of  his  own  first 
estimate  for  the  value  as  of  December  31,  1920,  and  included 
only  such  facilities  as  were  actually  used  for  ore,  eliminating 
freight  houses,  passenger  stations  and  all  equipment  and  im- 
provements not  used  for  ore  traffic. 


COMMISSION  SUSPENDS  TARIFFS 

The   Traffic   World   Washington  Bureau 

In  I.  &  S.  1514,  the  Commission,  March  31,  suspended,  for 
the  statutory  period,  iron  ore  rates,  both  ex  lake  and  local,  East- 
ern Trunk  Line  Territory.  The  eastern  trunk  line  rates  would 
have  become  operative  April  1  and  later  dates;  the  ex-lake  rates 
would  have  become  effective  April  17. 

In  I.  &  S.  1512,  the  Commission  suspended  rates  on  iron  and 
steel  articles,  for  export,  through  New  Orleans,  filed  in  supposed 
compliance  with  I.  &  S.  1303.  Galveston  protested  on  the  ground 
that  the  rates  as  proposed  would  cause  a  discrimination  against 
that  port  by  the  destruction  of  a  long  standing  relationship. 


DAYLIGHT  SAVING  FOR  RAILROADS 

The   Traffic   World   Washington  Bureau 

An  unfavorable  report  on  the  bill  (S.  3187)  introduced  by 
Senator  Cummins,  providing  that  railroads  may  operate  by  day- 
light saving  time  where  such  time  is  in  effect,  has  been  made 
to  the  Senate  interstate  commerce  committee  by  the  Commis- 
sion, to  which  the  measure  was  referred.  It  is  understood  the 
Commission  holds  that  the  legislation  would  result  in  confusion 
in  the  operation  of  trains. 

The  bill  provides  that  carriers  shall  be  governed  by  standard 
time,  "provided  that  during  such  periods  as  daylight  saving 
time,  different  from  such  standard  time,  may  be  effective  in 
any  part  or  parts  of  the  United  States  under  the  authority  of 
state  laws  or  municipal  ordinances,  any  common  carrier  operat- 
ing in  the  part  or  parts  of  the  United  States  in  which  such 
daylight  saving  time  is  effective,  may,  at  its  election,  govern  all 
or  any  of  its  movements  by  such  daylight  saving  time  instead 
of  by  such  standard  time." 


LOAN    TO    NORFOLK    SOUTHERN 

The  Commission  has  authorized  a  loan  of  $1,000,000  to  the 
Norfolk  Southern  for  ten  years  to  aid  it  in  meeting  maturing 
indebtedness. 


April  1,  1922 
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REPAIRS  IN  OUTSIDE  SHOPS 

Tkt   Traffic   World   Washington  Bureau 

In  a  report  on  the  repair  of  locomotives  by  contract  in  out- 
shops,  the  Commission,  by  a  six  to  five  decision,  says  the 
cost  to  the  Pennsylvania  for  repairing  two  hundred  locomotives 
was  over  three  million  dollars  in  excess  of  the  cost  at  which 
ih-  work  might  have  been  done  in  its  own  shops,  and  that  the 
repair  bill  included  work  paid  for  twice,  in  some  instances. 
The  Commission  said  the  work  could  have  been  done  in  the 
company's  shops  within  a  reasonable  time  "by  an  appropriate 
co-ordination  of  efforts  and  reasonable  added  exertion."  Potter, 
Lewis,  Hall,  Daniels  and  Campbell  dissented. 

Lewis  and  Potter  wrote  strong  dissents.  Potter  saying: 
"We  have  not  been  erected  into  a  supreme  directorate  of  all 
the  railroads  of  the  country  and  I  conceive  that  it  would  be 
beyond  our  province  and  unwise  to  criticize  those  who  are 
responsible  even  if.  in  the  exercise  of  their  judgment,  we  thought 
an  error  had  been  made."  Lewis  said:  "The  government  has  de- 
cided against  government  management  of  the  railroads."  He 
said  the  record  did  not  give  warrant  for  condemnation  on  the 
ground  of  dishonesty  or  inefficiency. 

A  similar  report  was  made  on  the  New  York  Central,  the 
majority  saying  it  cost  that  company  nearly  three  million  more 
than  necessary. 

As  to  the  work  on  the  Atlantic  Coast  Line  although  based 
on  excessive  costs,  repair  in  outside  shops  was  not  unwar- 
ranted, it  held. 


LABOR  BOARD  APPOINTMENTS 

Tlu  Tnfe  World  Wunington  Bureau 

It  was  said  at  the  White  House.  March  30.  when  inquiry 
was  made  as  to  the  names  of  those  nominated  by  the  various 
groups  of  railroad  employes  and  the  railroads  for  appointment 
i. n  the  Railroad  Labor  Board  to  fill  the  vacancies  which  occur 
in  April,  that  the  names  of  the  nominees  would  not  be  made 
public.  The  President,  in  view  of  the  resignation  of  Albert 
Phillips,  one  of  the  three  labor  members  of  the  board,  will 
nominate  two  members  for  the  labor  group  from  nominations 
made  by  railroad  labor,  one  member  from  the  railroad  company 
nominations,  and  one  member  for  the  public  group,  which  the 
President  selects  without  suggestion,  as  In  the  case*  of  the  mem- 
bers of  the  labor  and  management  groups.  The  nominations 
will  be  sent  to  the  Senate  shortly. 


Albert  Phillips,  a  member  of  the  labor  group  of  the  United 
States  Railroad  Labor  Board,  has  forwarded  his  resignation  to 
President  Harding,  effective  April  IS,  according  to  a  letter  re- 

•d  by  the  board's  secretary.  Mr.  Phillips  has  been  in  ill 
health  and  has  been  absent  from  Chicago  since  the  first  of  the 
year.  Prior  to  receiving  his  appointment  to  the  board  from 
former  President  Wilson.  Mr.  Phillip*  was  vice-president  of  the 
Brotherhood  of  Locomotive  Firemen  and  Enginemen.  During 
thf  period  of  federal  control  be  served  on  railroad  board  of 
adju-  to.  1. 

The  resignation  of  Mr.  Phillips  makes  a  total  of  four  board 
members  to   be  appointed   by   the   President   before   the   middle 
of  April.    Members  whose  terms  expire  are  C    w    \v    Hanger, 
public  group:   A.  O.  Wharton.  labor  group:   and  J.  H.   Ki 
railroad  group. 


RAILWAY  WAGE  HEARING 

At  the  opening  of  the  March  27  session  of  the  wage  bear- 
Ing,  before  the  I-abor  Board.  Chairman  Barton  announced  that 
the  board  had  decided.  In  executive  session,  not  to  consider  the 
contentions  of  the  labor  leaders  that  the  board  had  no  jurisdic- 
tion over  the  present  disputes,  because  conferences  In  compli- 
ance with  the  transportation  met  bad  not  been  held,  until  all 
'the  evidence  had  been  put  In  and  the  case  ready  to  decide  on 
Its  merits.  Labor  leaders  and  railway  representatives  alike 
expected  a  definite  answer  on  the  question  before  proceeding. 
The  fact  that  the  board  would  not  be  Inclined  to  waste  several 
weeks  hearing  cases  over  which  it  was  convinced  It  had 
no  jurisdiction,  gave  rise  to  the  thought,  however,  that  It  did 
not  see  much  merit  in  the  contention  of  the  shop  craft  heads. 
B.  M.  Jewell,  president  of  the  railway  employes'  department  of 
the  A.  F.  of  U.  urged  the  chairman  to  put  into  the  record  the 
reasons  for  refusing  an  immediate  derision  on  the  question,  and 
pressed  his  point  vigorously  until  brought  to  a  halt  by  Mr. 
Barton's  remark  that  he.  Jewell,  did  not,  at  least,  "have  juris- 
diction over  the  board." 

The  question  of  adequacy  of  conferences  out  of  the  way.  for 
the  present  at  least,  the  shop  crafts  were  ordered  to  proceed 
with  the  presentation  of  their  side  of  the  wage  case.  Mr.  Jewell 
replied  with  a  statement  In  which  everything,  from  the  law  of 
supply  and  demand  to  the  attitude  of  the  newspapers  toward 
the  labor  side  of  the  railroad  wage  controversy,  was  criticized. 
Arguments  as  to  the  cost  of  living  were,  according  to  Mr.  Jewell, 
irrelevant  and  the  financial  ability  of  the  railroads  to  pay  could 
only  be  judged  when  the  profits  made  In  the  steel,  roal  and 


other  industries  were  summed  up.  In  part,  the  statement  was 
as  follows: 

We  have  come  here  to  challenge  the  justice  of  the  wage  rates  of 
all  productive  labor,  to  challenge  the  very  principle  upon  which  the 
railroads  propose  that  rates  of  pay  be  adjusted.  We  propose  to  show 
how  the  entire  purpose  for  which  industry  is  operated  can  and  must 
he  changed. 

The  arguments  as  to  alleged  changes  in  the  cost  of  living  and 
the  wages  at  which  labor  Is  being  obtained  in  other  industries,  which 
were  presented  to  the  board  by  railway  executives,  are  irrelevant. 

The  so-called  law  of  supply  and  demand  will  never  afford  a  living 
wage  in  a  system  organized  according  to  modern   business  principles. 
The  existing  wage  wall-  is  insufficient  to  enable  the  adult  male  v> 
earner  to  maintain  an  ascertainable  minimum  of  decent  living. 

An  investigation  conducted  by  economists  in  the  employ  of  the 
shop  crafts  proves  that  low  standards  of  living  are  due  largely  to  an 
unfair  division  of  the  country's  products.  The  railroads  are  saying 
to  their  enipkn  .mnot  afford  to  pay  a  living  wage,  while  «•• 

say  that  the  railroad  industry  must  pay  at  least  that.  This  issue  is 
not  confined  to  rnilruad  workers.  The  country  must  pay  all  productive 
workers  a  living  wage. 

To  talk  about  the  railroad  industry  paying  its  way  is  an  unwar- 
ranted distinction  between  the  transportation  system  and  the  whole 
industry  of  the  country-  Surely  the  whole  industry  of  the  country 
must  pay  its  Way  if  the  country'  is  not  to  go  bankrupt.  But  to  argue 
that  each  separate  industry,  run  without  co-ordination  to  the  whole, 
must  pay  Its  way  Is  as  contrary  to  the  facts  as  to  argue  that  a  givi-n 
railroad  siding  or  spur  track  must  pay  its  way  independently. 

If  an  industry  can  afford  only  a  starvation  wage  it  stands  self- 
condemned.  But  our  study  has  convinced  us  that,  taken  as  a  whole, 
industry  can  pay  a  living  wage,  anil  we  are  going  to  outline  for  the 
hoard  the  basis  of  this  conclusion.  Hut  aside  from  statistical  matter 
which  we  will  offer,  our  own  eyes  viewing  the  blatant  expenditures 
of  the  rich  and  well  to  do  during  the  win. it  periods  of  depression  and 
unemployment,  tell  us  that  Interest  and  profits  go  on. 

Dividends  are  guaranteed  during  periods  of  depression  that  is  out 
of  the  large  surplus  profits  which  are  stored  during  the  immensely 
prosperous  years. 

For  Instance  the  profit  making  part  of  the  railroad  Industry.  In- 
cluding steel  corporations,  equipment  and  other  supply  companies. 
i'i.'d«np  surpluses  during  the  years  1916  to  1920  as  follows:  Steel 
W1S.4M.160.  coal  and  coke  I139.07S.444.  equipment  $139.791.071.  other 
supply  $1«.7«2.S7J  or  a  total  of  $1,2K7.607.<H7. 

These  enormous  funds  are  guaranteeing  profit  payment  while  tin 

•  rn»  operate  to  a  very  small  proportion  of  capacity — in  some 
instances  },•„*  than  3ft  per  cent.  \\V  wonder  why  the  surplus  have 
all  costs,  wages  and  normal  profits  should  guarantee  profits  any  more 
thjtn  stea<l>  en  at  a  living  wage  during  times  like  the  pivs- 

•  nt  In  fart,  careful  analysis  of  the  situation  leads  us  to  believe 
that  such  guarantee  of  steady  earning  power  to  thi-  wage  i-arner,  even 
at  the  expense  of  Immediate  profit*,  would  go  far  toward  eliminating 
the»e  n-i  11  MI-HI  periods  of  depression. 

ilthoimh   inui-li   pit>    Is   vnii-ed   for  the  suffering  and   st 
due  to  unemployment,   no  voice  Is  raised  to  suggest  that   the  swollen 
in "llts  of  the   pa»t   five   >ear«   he   paid   hack   Into  the  Industry  to  save 
ihe  employes  from  i  ii,    t,  rrors  of  such  a  period. 

This  establishes  our  general  point  of  view  toward  the  present  and 
•II  future  wage  cue*.     \\V   feel   that  mere  adjustment  of  wage   r 
to  minute  variation*  In  the  cost  of  living  would  !>••  n  purely  stalls- 
problem  fur  the  hoard's   '.  ring  no  hearing  or  elaborate  pi, -p 

aratlon   on   either  side.      If  the   hoard  should    Interpret    its   function    !.• 
to    determine    the    I. -Ml    of   wage    rates   established    In    the 
nntnlde  lalKir   mark,  •  I    th.-i.-hv    I..  ,..,,,.     -,    mere   gauge  and  so 

it  the  purpose  fur  which   it  was  established. 

Railroad  workers  were  unable  to  buy  enough  food  to  keep 
themselves  and  their  families  In  health  last  year,  said  B.  M. 
Jewell,  before  the  l-abor  Board.  March  28.  and  their  wages 
ought,  therefore,  to  be  raised  instead  of  lowered,  as  proposed 
by  the  railroad  managements.  A  living  wage  for  the  men  who 
work  for  them  is  as  much  a  part  of  the  fixed  charges  of  tin- 
railroads  as  taxes  and  capital  costs,  he  Insisted,  and  if  the  roads 
are  unable  to  pay  that  sort  of  a  wage  they  are  bankrupt. 

Mr.  Jewell  said  that  the  figures  which  he  presented  had 
been  prepared  by  Prof.  M.  E.  Jaffa,  food  specialist  for  the  Uni- 
versity of  California,  and  were  compilations  and  deductions 
made  from  254  itemized  household  expense  accounts  scattered 
throughout  the  country.  He  denied  that  these  were  selected  to 
make  the  best  showing  for  the  workers  and  insisted  that  they 
were  typical.  According  to  these  figures,  the  average  annual 
Income  of  the  railroad  worker's  family  was  $1,935.50,  of  which 
$140  came  from  other  than  railroad  sources.  The  average  ex- 
penditure for  the  year  was  $1,989.64.  or  $200  In  excess  of  the 
railroad  Income. 

At  the  prices  prevailing  in  1921  the  compilation  showed  that 

I  road  mechanics  were  able  to  purchase  only  61  per  cent  of 
meat   necessary  to  keep   their  families.  77   per  cent  of  the 
;ils,  91   per  cent  of  the  vegetables  and  71  per  cent  of  the 
butter  fats  and  oils.     Mr.  Jewell  continued: 

Wages  nre  the  llfeblood  of  the  nation  and  reduction  of  wages 
means  reduction  of  nourishment  to  the  bodies  of  the  citizens.  The 
railroad  Industry  does  not  today  pay  a  living  wage  In  the  mer-lmnlcs 
employed  In  Its  shops.  We  have  M.  .-..-.in .  .1  the  average  monthly 
earnings  of  the  men  In  the  railroad  shop*  t>\  every  possible  standard 
ami  In  every  Instance  they  have  In-en  found  wanting. 

The  result  of  the  deficit  In  the  family  menu,  such  as  we  have 
descrllK-d.  In  terms  of  the  general  physique  of  the  country,  anil  also 
In  terms  of  the  efficient  npei.ilii.n  of  the  railroads.  Is  sufficiently 
obvious.  If  an  Industry  cannot  meet  Its  first  fixed  ehnrKe.  the  payment 
of  n  healthy  livelihood  lo  Its  employes.  It  Is  Indeed  bankrupt. 

Deflation  of  the  wages  of  railway  workers  Is  Impossible,  ac- 
cording to  B.  M.  Jewell,  who  continued  his  testimony  before  the 
Labor  Board,  March  29.  because  railway  wages  never  were  In- 
flated. His  Idea  was  that  the  return  of  prosperity  would  be  posi- 
tively accelerated  by  Increasing  the  wages  of  the  workers  as 
requested  by  the  shop  crafts,  so  enabling  them  to  purchase  more 
goods  and  stimulate  production.  Had  all  industry  been  tinder 
the  control  of  the  government  at  the  beginning  of  the  inflation 
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period,  he  said,  the  present  depression  would  not  have  occurred. 
He  said: 

The  increase  In  prices  is  slow,  extending  over  several  years.  But 
I  In  men  who  profit  largely  in  the  ascent  and  stand  to  lose  during 
the  period  of  decline,  have  control  of  the  situation  and  can  plunge 
the  country  into  deflation  so  suddenly  and  abruptly  that  the  possiMi 
gains  of  the  corner  storekeeper  and  the  wage  earner  are  entirely 
swallowed  up  because  unemployment  and  part  time  reduce  the  pur- 
chasing power.  Meanwhile  the  financial  interests  who  alone  profit  by 
the  inflation  and  deflation  tell  the  wage  earner  that  the  corner  re- 
tailer is  at  fault  for  not  reducing  prices  and  tell  the  great  body  of 
storekeepers  and  professional  people  that  the  wage  earner  is  responsi- 
ble for  not  accepting  lower  wages  gracefully. 

If  all  industries  had  been  controlled  as  soon  as  the  beginning  of 
Inflation  became  apparent,  the  dislocation  due  to  skyrocketing  prices 
arid  high  costs  might  have  been  avoided.  And  there  was  no  injustice 
in  fuel  control.  Coal  operators  were  not  denied  generous  profits  and 
wage  rates  in  the  coal  industry  were  as  good  as  in  other  industries. 
It  follows  that  in  abnormal  times,  at  least,  all  industries  might  !»• 
operated  in  terms  of  the  best  interests  of  the  community. 

If  the  stupid  outburst  of  inflation  of  1920  might  have  been  pre- 
vented, then  the  men  in  control  are  guilty  of  criminal  negligence 
and  incompetence,  for  such  control  would  have  avoided  more  than  half 
of  the  sudden  plunge  into  unemployment  which  followed  1920. 

.  '  The  burden  of  defending  the  railroad  shop  laborers  at  the 
wage  hearing  before  the  Labor  Board,  in  Chicago,  was  taken  up, 
March  30,  by  Frank  J.  Warne,  railroad  economist,  of  Washing- 
ton. Mr.  Warne  directed  his  first  attack  against  the  exhibits  put 
in  by  the  railroads  purporting  to  show  that  wages  in  outside  in- 
dustries were  lower  than  those  paid  for  similar  work  by  the 
railroads.  He  said  these  comparisons  were  "absolutely  worth- 
less," because  the  wages  in  the  industries  cited  were  largely 
controlled  by  the  same  interests  that  controlled  the  railroads. 
He  said: 

One  of  the  seven  points,  consideration  of  which  is  required  by  the 
transportation  act,  in  order  to  determine  a  just  and  reasonable  wage, 
is:  "The  scale  of  wages  paid  for  similar  kinds  of  work  in  outside 
industries."  It  should  be  noted  that  this  board  has  never  defined 
the  phrase,  "other  industries,"  neither  has  any  court  done  so,  so  far 
as  I  can  learn.  The  carriers,  in  presenting  their  case  here,  and  at 
other  times  and  places,  have  seen  fit  to  transpose  this  phrase  into 
"outside  industries."  by  which  they  mean  any  industry  whatsoever 
other  than  the  railroad  industry,  regardless  of  whether  such  industry 
is  controlled  by  the  railroads  or  is  influenced  directly  or  indirectly  by 
them. 

The  fact  of  the  matter  is  that  there  is  scarcely  a  major  industry 
in  the  country  that  is  not  owned  or  influenced  in  part  by  the  railroads 
or  by  the  same  hoiding  companies  that  control  the  railroads.  A  good 
example  is  the  anthracite  coal  industry.  It  is  a  well  known  fact  that 
most  of  the  anthracite  mines  in  Pennsylvania  are  owned  by  railroad 
companies  or  railroad  holding  companies,  and  when  one  considers  the 
railroads  and  the  coal  industries  as  one  it  means  that  all  other  in- 
dustry in  that  part  of  the  country  is  more  or  less  in  the  control  of 
the  railroads.  Over  80  per  cent  of  the  output  of  anthracite  in  this 
country  and  over  95  per  cent  of  the  undeveloped  beds  are  owned  by 
interests  that  control  railroads.  The  same  group  of  interests  that  is 
here  seeking  to  reduce  railroad  wages  is  forcing  the  miners  of  the 
country  to  leave  their  work  tomorrow  night. 

A  similar  situation  exists  in  the  soft  coal  industry.  West  Vir- 
ginia, as  a  coal  producing  state,  is  dominated  by  the  Pennsyl- 
vania, the  Baltimore  &  Ohio,  the  Norfolk  &  Western  and  the  Vir- 
ginian. However,  there  is  no  need  in  trying  to  put  in  all  the  avail- 
able evidence  as  to  the  interdependence  of  the  railroad  interests  and 
the  interests  in  other  lines  of  industry.  It  would  be  too  voluminous. 
The  facts  are  so  apparent  as  to  preclude  much  urging.  The  Erie  at 
one  time  owned  an  opera-house:  the  New  Haven  once  owned — and  for 
all  I  know  still  owns — a  newspaper.  During  an  investigation  of  the 
latter  road  by  the  Interstate  Commerce  Commission,  just  before  the 
war,  it  developed  that  $204,000,000  out  of  the  road's  capital  investment 
of  $304,000,000  was  working  in  outside  industries  such  as  oil,  water, 
coal,  steel  and  iron,  trolley  lines,  steamship  lines  and  telephone  and 
telegraph  companies. 

Hardly  a  large  road  in  the  country  is  not  represented  by  a  mutual 
director  in  the  steel  industry.  When  one  considers  that  fact,  the 
argument  made  by  one  of  the  railroad  witnesses  in  this  case,  that  the 
steel  plants  at  Gary  and  Chicago  had  reduced  wages  and  that  therefore 
the  western  roads  ought  also  to  reduce  them,  loses  force. 

We  contend  that  the  interests  controlling  the  railroads  and  the 
other  industries  enumerated  have  deliberately  forced  down  the  level  of 
wages  in  those  industries,  and  that  now  they  are  here  seeking  to 
reduce  the  wages  of  the  only  class  of  workers  whose  wages  they  do 
not  control,  on  the  strength  of  the  reductions  made  elsewhere. 

Mr.  Warne  read  into  the  record  a  lengthy  list  of  industries  in 
which  the  directors  of  the  Pennsylvania,  the  Southern  and  the  Great 
Northern,  Northern  Pacific  and  Burlington  were  interested.  He  said 
these  three  systems  were  typical  of  conditions  in  the  east,  south  and 
west,  and  that  they  were  no  better  nor  worse  in  this  regard  than 
other  lines. 

There  is  no  reason,  economic  or  practical,  for  linking  a 
reduction  in  wages  with  a  reduction  in  freight  rates,  said  Mr. 
Warne  to  the  Labor  Board,  March  31.  The  Interstate  Commerce 
Commission,  he  said,  had  so  held  .in  the  rate  advance  cases  of 
1910  and  1914,  when  it  said  that  the  carriers'  attempts  to  prove 
the  necessity  of  higher  rates  because  of  increases  in  wages 
were  not  deciding  factors  in  arriving  at  a  decision.  The  thing 
with  which  rates  should  be  coupled  is  management,  Mr.  Warne 
continued,  and  if  there  exists  an  absolute  necessity  to  reduce 
rates  at  present,  the  decrease  in  revenue  should  be  made  up, 
so  far  as  it  will  be  necessary  to  make  it  up,  by  efficiency  and 
economy  resulting  from  "scientific  management."  He  said: 

The  real  problem  before  the  board  is  the  organized  efforts  of  the 
railroads  to  relate  rates  of  wages  to  rates  of  transportation  by  prom- 
ising a  reduction  in  the  latter  on  the  basis  of  a  reduction  in  the 
former.  This  is  the  fundamental  basis  or  underlying  economic  founda- 
tion upon  which  rests  the  present  efforts  of  the  railroads  to  reduce 
wages.  There  is  no  economic  law  which  justifies  or  warrants  any 
such  relation  being  established  between  the  transportation  rate  and 
the  wage  rate.  In  fact,  there  is  not  necessarily  any  relation  whatever 
between  the  two. 


RECAPTURE  OF  EARNINGS 

The   Traffic   World   Washington  Bureau 

That  the  validity  of  the  provisions  of  section  15a  of  the  in- 
terstate commerce  act,  with  respect  to  recapture  by  the  Inter- 
state Commerce  Commission  of  one-half  of  net  railway  earnings 
in  excess  of  6  per  cent  on  the  value  of  the  property  of  the  indi- 
vidual carrier  devoted  to  the  public  service  will  be  tested  in  the 
courts  appeared  certain  this  week  because  of  the  attitude  of  cer- 
tain railroads  with  reference  to  the  Commission's  order  requiring 
reports  by  April  1  of  net  earnings  or  deficits  for  the  last  four 
months  of  1920. 

Officials  of  the  Commission  declined  to  make  public  the 
name  of  any  particular  carrier,  but  it  was  said  that  one  carrier 
which  earned  in  excess  of  6  per  cent  had  informed  the  Com- 
mission that  the  excess  earnings  provisions  were  unconstitu- 
tional and  that  it  would  not  pay  the  Commission  one-half  of 
what  it  earned  in  excess  of  G  per  cent.  If  it  maintains  that 
position  the  Commission  will  bring  court  proceedings  to  recover 
one-half  of  the  excess,  it  was  said. 

The  railroads  have  not  been  speedy  or  prompt  in  complying 
with  the  order  requiring  reports  by  April  1  on  the  last  four 
months  of  1920.  This  order  was  served  on  2,000  railroad  companies 
and  on  March  30  only  108  had  reported  to  the  Commission.  A 
few  railroads,  the  most  prominent  of  which  was  the  Union  Pa- 
cific, asked  for  extension  of  time  in  which  to  file  their  reports. 
The  Union  Pacific  obtained  an  extension  of  time  to  May  15. 

Out  of  the  108  roads  which  filed  reports  by  March  30,  only 
two  or  three  reported  a  net  income  in  excess  of  6  per  cent,  offi- 
cails  said.  They  declined  to  give  the  names  of  these  roads,  say- 
ing a  list  would  be  made  public  after  the  reports  had  been 
checked.  Under  the  order  the  roads  reporting  net  earnings  in 
excess  of  6  per  cent  are  expected  to  send  in  a  check  for  the 
amount  payable  to  the  government.  Secretary  McGinty  said 
March  30  he  had  received  no  checks. 

The  delay  of  the  roads  in  complying  with  the  order  was 
attributed  in  part  to  the  faci  that  they  had  to  submit  reports 
on  the  guaranty  and  also  to  the  fact  that  they  have  been  busy 
preparing  their  annual  reports. 

Another  reason  assigned  for  the  delay  was  that  a  number 
of  the  roads  wish  to  reach  a  decision  as  to  whether  or  not  they 
will  comply  with  the  law.  Several  roads  in  reporting  stated  that 
they  did  not  believe  the  part  of  the  law  in  question  was  con- 
stitutional, but  that  they  would  not  raise  that  issue  at  this  time 
because  they  had  not  earned  in  excess  of  6  per  cent. 

The  order  issued  by  the  Commission  relative  to  recapture 
of  excess  earnings  under  section  15a  of  the  transportation  act, 
the  material  part  of  which  was  published  in  The  Traffic  World, 
March  25,  p.  638,  referred  exclusively  to  earnings  in  1921  on 
which  reports  must  be  made  May  1.  This  is  the  first  order 
that  has  been  issued  by  the  Commission  with  regard  to  the 
year  1921  and  it  was  incorrectly  stated  that  the  time  for  mak- 
ing the  reports  had  been  extended  to  May  1  as  the  date  for 
those  reports  had  not  theretofore  been  fixed.  The  previous 
order  of  the  Commission  related  to  excess  earnings  for  the  last 
four  months  of  1920.  As  first  issued,  it  provided  that  reports 
as  to  that  period  should  be  made  February  1.  This  was  later 
extended  to  April  1,  but  there  has  been  no  further  extension  of 
that  date  and  reports  as  to  the  four  months'  period  must  be  in 
by  April  1. 


NEW  RULES  FOR  STATIONARY  ENGINEERS 
Stationary  steam  and  operating  engineers,  who  have  not 
reached  other  agreements  with  the  railroads  for  which  they 
work,  will  be  required  to  work  ten  hours  a  day  before  receiving 
more  than  the  regular  hourly  rate  for  overtime,  according  to 
rules  promulgated  for  that  class  of  employes  by  the  Labor  Board, 
March  27.  The  so-called  "split  trick"  is  also  recognized  in  the 
new  rules,  eight  hours'  work  within  twelve  consecutive  hours 
of  time  being  designated  as  a  day.  Only  a  few  roads  are  in- 
volved, but  more  are  expected  to  be  added  from  time  to  time. 


POWER    BRAKE    INVESTIGATION 

By  an  order  entered  in  No.  13528,  investigation  of  power 
brakes  and  appliances  for  operating  power  brake  systems,  the 
Commission  has  postponed  from  April  1  to  May  1  the  date  for 
requiring  the  carriers  named  in  the  original  order  to  furnish 
certain  information  in  regard  to  power  brakes  and  appliances 
used  in  connection  therewith.  The  time  was  extended  because  of 
inability  of  the  carriers  to  get  the  data  required  ready  by  April 
1.  The  matter  was  set  for  hearing  April  6  but  that  has  been 
postponed  until  May  17. 


AUTOMATIC  TRAIN  CONTROL  HEARINGS 
The  Commission  will  resume  hearings  on  automatic  train 
control  April  12  when  representatives  of  the  proponents  of  vari- 
ous automatic  train  control  devices  will  be  heard.  The  first 
part  of  the  hearing  was  concluded  March  24  after  a  large  num- 
ber of  witnesses  for  railroad  companies  had  been  heard. 


April  1, 
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LABOR  BOARD  AND  NATIONAL 
PROSPERITY 

i Communication  from  Railway  Business  Association  to  U.  S.  Railroad 
Labor  Board) 

The  Railway  Labor  Board  is  requested  to  consider  in  shap- 
ing its  general  course  certain  aspects  of  the  railway  problem.  In 
what  we  recommend  we  speak  for  the  group  of  industries  selling 
goods  or  services  to  the  railways. 

We  believe  our  recommendations  to  be  in  the  public  interest. 
Prosperity  in  the  railway  supply  business  sustains  general  pros- 
perity in  two  ways:  First,  our  activity  prepares  the  roads  to 
handle  heavy  traffic  when  it  comes.  Second,  agricultural  recov- 
ery in  the  present  instance  depends  upon  restoration  of  domestic 
markets  for  farm  products  through  resumption  of  industrial  em- 
ployment and  reinstatement  of  payroll— a  stage  never  reached 
following  a  depression  until  the  railways  are  again  making  large- 
scale  purchases.  Our  industries  enlise  millions  of  capital,  a 
large  body  of  Inventive  genius,  a  great  force  for  executive  man- 
agers, and  employes  estimated  to  equal  those  employed  by  the 
railways,  or  more  than  2,000,000. 

Contact  of  Board  with  Commission 

Our  recommendation  is  stated  in  general  terms  in  a  resolu- 
tion adopted  at  our  annual  meeting  Feb.  1.  1922.  as  follows: 

The  Interstate  Commerce  Commission  has  said:     "While  the     law 

make*  no  provision  for  co-ordination  between  the  Labor  Board  and  the 

•i:*.-i.-n.    the   desirability    of   contact    between    the    two    bodies    Is 

appreciated.      Since    the   creation   of   the    Labor    Board    Informal    con- 

•  ces  have  been  held  from  tint*  to  time,  and  will  without  doubt  be 
continued  In  the  future.  We  have  been  particularly  solicitous  to  pro- 
cure and  have  at  hand  such  statistical  Information  as  may  aid  Hi- 
Labor  Board  In  Its  work."  We  urge  Initiation  and  maintenance  of  such 
.-•t  between  the  Labor  Board  and  the  Commission  a*  will  assure 
a  relation  of  labor  cost  to  net  railway  Income  fair  alike  to  the  em- 
ployes, the  railways,  the  shippers  and  the  public. 

The  considerations  to  which  we  Invite  your  attention  are 
these: 

Deflation  of  Labor  Cost 

1.  Deflation  of  labor  cost  Is  essential  (a)  In  the  disputes 
now  being  heard,  the  economies  from  which  are  to  be  reflected 
in  rate  reductions:  (b)  in  the  future.  Immediate  and  remote,  to 
facilitate  rate  adjustments  by  the  Interstate  Commerce  Commis- 
sion whether -for  correction  of  unsound  traffic  situations  or  for 
accommodation  of  railway  Income  to  the  national  need  of  addi- 
tions and  betterment*. 

(a)  The    Current    Hearing*. — Those    disputes    upon    which 
hearings  were  begun  March  <  are  m  closed  docket.    The  day  will 
come  when  all  these  cases  will  have  been  adjudicated  and  their 
consideration    cease.      The    railway    managers    are    collectively 
pledged  to  devote  the  entire  saving  In  labor  cost  realised  from 
the*«  particular  disputes  to  rate  reductions,  except  In  so  far  as 
redactions   from   the  level  established  in  1*20  shall  have  b«en 
made  effective  in  the  meantime. 

Both  as  to  compensation  of  labor  and  as  to  rates  and  fares 
the  Immediate  requirement  Is  deflation  to  something  approach- 
Ing  normal,  or  at  least  something  containing  the  promise  of 
stability.  Railway  labor  cost  should  be  reduced  to  a  level  In  line 
with  what  now  prevails  In  other  Industries  In  the  same  area  for 
equivalent  service.  Witnesses  have  been  called  whose  testimony 
Is  declared  to  prove  that  railway  labor  cost  Is  relatively  high  and 
to  Indicate  in  figures  the  extent  of  the  disparity.  For  Its  effect 
both  In  laying  the  foundations  for  industrial  and  agricultural 
recovery  and  in  maintenance  of  stable  conditions  hereafter  we 
earnestly  urge  upon  you  that  yon  give  such  testimony  the  fullest 
and  most  sympathetic  consideration,  and  that  your  finding  of 
fact  and  your  action  predicated  thereon  be  made  unmistakably 
In  accord  with  the  conception  that  the  public  Interest  and  the 
national  prosperity  are  paramount. 

(b)  The  Immediate  and  Remote  Future. — As  this  communi- 
cation Is  written  the  Interstate  Commerce  Commission  has  <*t£es 
pleted   hearings  In   an   Inquiry  to  determine   Its  program,     nn 
March  1  authority  under  the  terms  of  the  Act  passed  to  the  Com- 
mission to  determine  what  rate  of  return  on  the  value  of  the 
property  It  will  aim  at  in  its  regulation  of  rates  designed  to  pro- 
duce adequacy  of  revenue,  of  Income,  of  credit,  of  additions  and 
betterments. 

It  Is  said  on  the  one  hand  rates  are  too  high  and  It  Is 
asked  "too  high  for  what?"  On  the  other  hand,  it  Is  said  that 
the  country  Is  beaded  for  a  transportation  famine  in  the  next 
period  of  prosperity.  If  what  is  meant  by  too  high  rates  is  rates 
too  high  to  produce  the  maximum  revenue  from  traffic  ready  to 
move,  the  truth  of  this  remains  to  be  tested  by  an  experience  ex- 
tending over  periods  of  prosperity  and  adversity.  Where  so 
many  larger  factors  in  business  depression  are  operative  it  can- 
not be  said  that  any  given  rate  schedule  has  been  tested  until 
the  major  factors  affecting  agriculture  and  business  are  cor- 
rected. The  Interstate  Commerce  Commission  must  make  a 
business  guess  and  a*  the  years  pass  revise  It  by  the  light  of  the 
fact*.  If  what  is  meant,  however.  Is  that  any  revenue  or  any  net 
income  received  by  the  railroad*  in  the  aggregate  for  any  recent 


stretch  of  years,  including  wide  tonnage  fluctuation,  is  too  high 
for  credit  needs,  the  rebuttal  is  to  be  found  in  the  credit  failure, 
the  stoppage  of  capital  intake,  the  cessation  of  enlargement  of 
road  and  rolling  stock. 

Stability  of  Rates 

2.  Fluctuation  of  the  rate  level  in  response  to  the  rise  and 
fall  of  traffic  volume  would  be  intolerable. 

To  make  these  systems  reasonably  efficient  no  income  such 
as  our  roads  have  averaged  in  recent  years  is  high  enough.  How 
much  of  the  required  increase  in  income  must  come  from  rates, 
how  much  can  be  yielded  by  economies,  experience  will  tell.  The 
Commission  must  make  the  shrewdest  forecast  It  can.  It  may 
be  true — we  believe  it  is  and  that  the  Commission  will  so  de- 
clare— that  production  of  every  kind  must  in  the  future  undergo 
some  degree  of  de-centralization.  Eacli  user  of  transportation 
will  have  to  be  considered  and  his  case  perhaps  experimented 
with  by  the  Commission.  That  body  will  constantly  bear  in 
mind  inflicting  the  minimum  of  loss  and  hardship  upon  each 
group  of  those  affected  through  changes  in  competitive  relation. 
Yet  some  degree  of  affliction  is  inevitable.  All  the  more  vital  is 
it.-  therefore,  to  general  confidence  and  prosperity  that  rate  re- 
vision designed  to  produce  larger  income  shall  be  gradual  and 
not  involve  the  whole  fabric  as  it  did,  doubtless  unavoidably,  dur- 
ing federal  control.  A  stable  rate  structure,  if  in  the  long  run  it 
provides  satisfactory  facilities,  is  the  great  need  of  shippers,  car- 
riers and  all  others  concerned. 

All  rate  adjustments  contemplated  by  the  Commission  can 
be  Intelligently  projected  only  If  there  is  an  accommodation  of 
labor  cost  to  whatever  revenue  situation  the  Commission  com- 
putes that  the  traffic  can  bear. 

.  Labor  Board   Must  Cooperate 

3.  Until  labor  cost  relatively  to  other  factors  is  complete 
It  will  be  not  the  Commission  which  must  cooperate  with  the 
Labor  Board  but  the  Labor  Board  which  must  cooperate  with 
the  Commission. 

Since  the  law  gives  the  Commission  no  authority  to  require 
such  cooperation  the  Labor  Board  Is  the  more  under  responsi- 
bility to  volunteer  Its  aid.  What  the  Labor  Board  is  urged  to 
regard  as  its  responsibility  is  the  fullest  aid  in  accomplishing 
the  purpose  of  the  law. 

Congress  in  the  Transportation  Act  of  1920  declared  the 
policy  of  the  government  in  respect  of  railways.  Several  aspects 
were  dealt  with.  To  determine  what  the  policy  Is  it  is  necessary 
to  take  these  several  provisions  together  as  one  piece  of  legisla- 
tion. Our  correct  interpretation  will  be  one  which  harmonizes 
these.  Hence  each  provision  can  be  intelligently  and  responsibly 
considered  only  In  the  light  of  the  others.  Applying  that  method, 
some  of  the  purposes  of  the  Act  may  be  summarized  as  follows: 

1.  The  function  of  transportation  I*  delegated  to  Individual  Invest- 
ment nnd  Individual  management,  the  government  abstaining  from 
participation. 

1.     The  public  Is  provided  through  federnl  regulation  and   (• 
rimtrnl  over  state  regulation  with  protection  In  the  enjoyment  of  just, 
reasonable  and  non-dlscrlmlnatory  rates  and  practices. 

1.     The   public   Is   assured   that    In    regulating   rates   and    prn< 
federal   authorities    will    refrain    from    Imposing  such    restrictions 
as  by  Impairing  net  Income,  and  hence  credit,  would  disable  thfc  car- 
ii.  m  from  providing  adequate  additions  and  betterments. 

The  public  Is  assured  that  In  regulating  rates  and  practices  the 
federal  government  will  require  of  the  railways,  and  Itself  observe, 
due  economy  and  efficiency  as  affecting  operating  costs. 

6.  The  public  Is  assured  of  protection  against  Interruption  of  rail- 
way st-rvici-  through  strikes. 

<.  Railway  employes  are  assured  of  fair  and  Impartial  adjudica- 
tion of  disputes  with  tli.-lr  managers  over  compensation  and  conditions 
of  m 

A   Supposed   Contingency 

In  the  course  of  time  a  situation  may  develop  where  com- 
pensation of  railway  employes  Is  low  In  relation  to  that  of  labor 
In  the  same  region  doing  similar  work  and  in  relation  to  the 
rates  and  fares  charged  for  transportation  to  the  public.  In 
limiting  the  authority  of  the  Interstate  Commerce  Commission 
^opennit  adequate  rates  and  fares  the  statute  imposes  the  con- 
dfllon  that  railway  management  shall  be  economical.  Given  such 
a  situation  as  we  have  supposed  it  would  become  the  duty  of  the 
Commission  to  adjudge  an  Increase  In  railway  labor  compensa- 
tion not  uneconomical  In  the  statutory  sense,  and  If  in  their  judg- 
ment the  traffic  would  bear  It.  to  order  an  increase  In  transporta- 
tion charges  to  meet  the  cost  of  the  adjustment. 

The  Opposite  Condition 

At  other  timea  thp  situation  may  be  reversed.  The  Commis- 
sion may  find  net  railway  Income  Insufficient  to  attract  capital 
requisite  for  adequate  additions  and  betterments.  It  may  hold 
the  opinion  that  thp  essential  Increase  In  net  Income  cannot  be 
sought  In  a  higher  level  of  transportation  rates,  or  even  that 
lower  rates  are  Immediately  necessary.  It  would  then  Inquire 
Into  the  possibility  of  savings.  In  the  largest  Item  of  operating 
expense,  the  compensation  to  labor.  It  might  find  a  lack  of 
economy  either  in  the  rates  of  pay  or  In  the  conditions  of  em- 
ployment or  in  the  efficiency  of  labor,  and  announce  that  it 
would  not  feel  legally  justified  In  applying  remedies  within  Its 
scope  until  deflation  of  railway  labor  cost. 

In  other  words,  It  would  be  too  broad  a  statement  to  say 
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either  that  labor  cost  must  always  be  accommodated  to  a  level 
of  rates  and  fares  predetermined  to  be  just  and  reasonable,  or 
that  rates  and  fares  must  always  be  accommodated  to  a  level  of 
labor  cost  predetermined  to  conform  to  the  definition  of  pro- 
priety set  forth  in  the  Act.  One  factor  may  be  out  of  line  at 
one  time,  the  second  at  another  time.  Adjustment  is  a  matter 
of  honest  judgment  and  common  sense. 

Latitude  for  Managers 

4.    Management  should  be  left  to  the  managers. 

We  believe  sentiment  is  growing  for  a  change  in  the  strike- 
prevention  provisions  of  the  Transportation  Act.  Various  meth- 
ods are  specified  by  the  several  proponents.  Most  of  these  ap- 
pear to  agree  on  one  point.  They  think  the  advantages  of  dele- 
gating the  transportation  function  to  individual  investors  and 
managers  chosen  by  them  can  be  preserved  only  by  restoring  in- 
tegrity of  control  over  personnel  by  the  officers  held  responsible 
for  results.  They  find  nothing  in  the  Act  clothing  the  Labor 
Board  with  the  duty  or  the  authority  to  create  and  maintain  gen- 
eral conditions  as  to  labor  cost  designed  to  discourage  strikes. 
They  assert  that  the  title  under  which  the  labor  provisions  were 
enacted  as  well  as  the  text  of  the  sections  throughout  clearly  in- 
dicates the  purpose  of  Congress  to  have  been  the  prevention  of 
specific  imminent  disputes  by  arbitral  decisions. 

The  Interstate  Commerce  Commission  has  entrenched  itself 
in  public  confidence.  Many  attribute  this  largely  to  the  stead- 
fastness of  that  body  in  insisting  that  the  railway  managers  re- 
tain the  largest  possible  degree  of  initative,  autonomy  and  re- 
sponsibility. The  Labor  Board  is  threatened  with  abolition.  We 
can  conceive  no  course  which  it  could  now  adopt  which  would 
more  strongly  tend  to  perpetuate  its  existence  than  to  assume 
and  maintain  the  position  that  railway  managers  should  carry 
responsibility  and  with  it  control  in  management  of  their  forces. 
Public  opinion  has  said  that  service  shall  not  be  interrupted  by 
strikes.  Through  Congress  public  opinion  has  registered  the 
pledge  that  in  place  of  strikes  the  employes  shall  have  recourse 
to  an  umpire. 

One  of  the  most  promising  opportunities  of  the  Labor  Board 
is  to  lead  public  opinion  in  the  discouragement  of  appeals  to  the 
Board  with  trivial  or  uneconomic  contentions  and  in  the  demand 
that  the  managers  and  the  employes  cooperate  in  good  faith  to 
settle  their  own  disputes. 

FORD  ROAD  SHOWS  DEFICIT 

The  Traffic   World  Washington  Bureau 

The  long  delayed  report  of  Henry  Ford's  Detroit,  Toledo 
&  Ironton  on  December  earnings,  as  well  as  for  1921,  reached 
the  Commission  March  30.  It  showed  a  deficit  of  $341,240  for 
December,  as  against  a  deficit  of  $226,246  in  December,  1920, 
which  was  before  the  Ford  methods  were  applied  to  the  opera- 
tion of  the  property.  For  the  year,  the  report  showed  a  net 
railway  operating  income  of  $43,322,  as  against  a  deficit  of 
$1,529,306  in  1920.  The  showing  of  the  Ford  road  in  December 
was  by  far  the  worst  of  any  month  since  March,  1921,  when  the 
new  management  took  charge.  In  April  there  was  a  net  in 
excess  of  $200,000,  but  there  was  a  progressive  decline  from 
then  on  until  November,  when  a  net  of  approximately  $5,000 
was  reported. 

Revenues  in  December  totaled  $337,380,  as  against  $508,66 
in  1920,  a  decline  of  $171,286.     Expenses  declined  from  $683,736 
to   $553,977   in   December,   1921. 

Revenues  in  1921  totaled  $6,453,669,  as  against  $5,220,605 
in  1920,  and  expenses  totaled  $5,406,761,  as  against  $6,317,189 
in  1920. 

FREIGHT  RATES  VS.  BUSINESS 

The  answer  to  the  often  asked  question,  "What  is  a  rea- 
sonable rate?"  is  not  so  simple  as  the  man  who  knows  nothing 
about  rate-making  is  apt  to  believe,  said  F.  L.  Speiden,  agent 
of  the  Louisville  Tariff  Bureau,  in  a  speech  before  the  Trans- 
portation Club  of  Louisville,  March  21.  A  blanket  answer  can- 
not be  given  to  the  question,  he  said,  because  it  is  purely  one 
of  relationship.  Unless  the  facts  about  the  particular  traffic  to 
which  the  rate  applies  are  known — such  as  its  weight  per 
unit  of  space  required,  the  equipment  used,  the  commercial 
value,  the  regularity  and  volume  of  movement,  and  many  other 
factors — not  even  an  approximate  answer  can  be  given. 

Another  mistake  often  made  by  the  uninitiated,  he  said, 
was  to  believe  that  the  business  depression  was  caused  by  high 
rates  simply  because  the  two  were  coincident.  Touching  on 
this  subject,  he  said: 

It  is  always  difficult  to  discover  the  cause  from  the  effect  in  com- 
plex economic  or  psychological  developments.  Many  people  argue 
that  because  tonnage  decreased  simultaneously  with  the  increase  in 
freight  rates  about  eighteen  months  ago,  therefore,  the  increase  in 
rates  caused  the  decrease  in  tonnage.  We  have  short  memories.  Two 
years  before  this  a  blanket  increase  of  25  per  cent  was  made,  and 
tonnage  increased  so  much  that  in  the  spring  of.  1921  we  had  freight 
blockades  from  the  Mississippi  to  the  Atlantic,  and  we  had  inflation 
of  prices,  of  business,  of  bank  clearings,  speculation,  and  inflation 
of  inflation.  Then,  what  happened?  The  freight  rate  was  dethroned 
as  the  czar  of  business  and  we  reckoned  with  another  rate,  a  more 


powerful  rate  in  the  realm  of  trade  than  any  ever  made  by  a  traffic 
manager  or  railroad  president.  It  was  the  rediscount  rate  of  the 
Federal  Reserve  Board. 

Railroads  are  looking  up.  Not  only  because  they  have  been  flat 
on  their  backs  so  long  they  can't  look  any  other  way.  but  because 
they've  always  had  the  looking  up  habit.  They  have  always  tried  to 
he  optimists,  or  at  least  pesso-optimists.  A  pesso-optimist  is  a  man 
that  always  hopes  for  the  best  and  expects  the  worst. 

I  could  not  close  without  some  mention  of  the  more  recent  rate 
theories  of  the  Interstate  Commerce  Commission,  theories  that  have 
been  highly  emphasized  within  the  past  six  or  eight  years.  Among 
these  might  be  mentioned  the  matter  of  the  cost  of  service,  not  only 
line-haul  costs  but  terminal  costs,  costs  of  transits  and  other  special 
services,  single  line  vs.  two-line  costs,  and  carload  vs.  less-carload 
costs.  The  Commission,  though  giving  greater  consideration  to  the 
matter  of  distance,  having  prescribed  a  number  of  basic  mileage 
scales,  has  not  entirely  Ignored  water  competition,  market  competi- 
tion or  competition  with  carriers  not  within  the  jurisdiction  of  the 
Commission. 


FEBRUARY  RAILWAY  REVENUE 

The   Traffic   World   Washington  Bureau 

Based,  on  reports  from  137  out  of  200  Class  1  roads  a  rough 
estimate  indicates  that  the  railroads  may  show  a  net  operating 
income  of  four  per  cent  in  February.  The  137  roads  had  a  net 
of  $37,647,045  as  against  a  deficit  of  $10,364,770  in  February,  1921. 
The  preliminary  report  of  the  Bureau  of  Railway  Economics 
on  revenues  and  expenses  for  February  follows: 

Per  cent  of 
increase  1922 

District  1922  1921         over  1921 

Total  Operating  Revenues: 
Eastern    District    (incl.    Poca- 

hontas)     $191.073.19.3  $186,532,445  4.0 

Southern  District  (excl.  Poca- 

hontas)     45,860,831  47,051,343  *2.5 

Western  District    71.212,378  76,860.847  *7.3 

United  States    311,148,404  310,444,635  0.2 

Total  Operating  Expenses: 
Kastern    District    (incl.    Poca- 

hontas)    154,486,248  183,108,393         »15.6 

Southern  District  (excl.  Poca- 

hontas)    36,186,307  43,844,885         »17.4 

Western   District    61,837,136  74,334.951         M6.S 

United   States    252,509,691  301,288,229         *16.2 

Net  Railway  Operating  Income: 
Eastern    District    (incl.    Poca- 

hontas)      27,820,537  t     7,308,056 

Southern  District  (excl.  Poca- 

hontas)      6,572,151  541,180 

Western  District   3.254,357  t     3,597,894 

United   States    37,647,045  f  10,364,770 

•Decrease.       fDeflcit. 

'     Average 

Number  of  roads  mileage 

represented  represented 

Eastern  District  72  60.445.94 

Southern    District    22  30,124.01 

Western   District    43  68,733.93 

United  States   137  159,303.88 


DECREASE  IN  TONNAGE 

A  comparative  statement  giving  the  total  tonnage  originated 
and  carried  in  1921  and  1920,  issued  this  week  by  the  Commis- 
sion, shows  that  number  of  tons  originated  decreased  25.10  per 
cent  in  1921  as  compared  with  1920  and  that  total  tons  carried 
decreased  25.15  per  cent. 

Products  of  agriculture  was  the  only  class  of  commodities 
which  showed  an  increase  In  1921  over  1920,  the  percentage  of 
increase  for  the  number  of  tons  originated  being  2.87  per  cent, 
and  for  total  tons  carried,  1.21  per  cent. 

The  comparison,  by  general  classes  of  commodities,  follows: 

Number  of  Tons  Originated 


Year  Ended 
Classes  of  Commodities  Dec.  31,  1920 

Products  of  agriculture   110,839,554 

Animals  and   products 26,594,856 

Products    of    mines    712,154,458 

Products  of  forests    100,765,537 

Manufactures  and  miscellaneous...    251,864,290 
Merchandise — all  L.   C.   L.    traffic..       53,202,296 


Per  Cent  of 
Decrease 
Year  Ended  1921  from 


Dec.  31.  1921 
114,016,652 

24.273,370 
510,860,112 

76,922,790 
172.176,614 

42,079,815 


1920 
*  2.87 
8.73 
28.27 
23.66 
31.64 
20.91 


Total    1,255,420,991  940,329,353  25.10 

Total  Tons  Carried 

Products  of  agriculture   220.049,724  222,722,672        *  1.21 

Animals   and   products    44,853,503  41,794,508  6.82 

Products  of  mines    1,209,097,673  878,645,798  27.33 

Products  of  forests    195,579,878  148,138,456  24.26 

Manufactures    and    miscellaneous..     494.556.07S  333,150,182  32.64 

Merchandise— all  I,.  C.  L.  Traffic..       89,901.495  67,165,435  25.29 


Total    (1)2,259,983,278     1,691,617,051  25.15 


•Increase 

(1)  Includes  5,944.927  tons  for  which  distribution  by  classes  of  com- 
modities was  not  furnished. 

The  Commission  said  the  totals  for  1921  would  not  agree 
with  the  corresponding  totals  of  the  four  quarters  already  pub- 
lished, mainly  for  the  reason  that  for  the  first  quarter  the  report 
of  the  New  York  Central  did  not  include  the  tonnage  transported 
over  the  Boston  &  Albany  and  also  on  account  of  corrections  in 
the  first  three  quarterly  reports  of  the  New  York,  New  Haven  & 
Hartford  resulting  from  the  transfer  from  "Tonnage  originated" 
to  "Tonnage  received  from  connecting  carriers"  of  certain  ship- 
ments of  cotton,  anthracite  coal,  and  bituminous  coal  received 
at  tidewater. 
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HEARINGS  ON  SECTION  28 

The   Tragic   World   Washington  Bureau 

I  (tarings  on  section  28,  of  tbe  merchant  marine  act,  will  be 
held  before  Commissioners  Thompson,  Benson  and  Chamberlain, 
of  tbe  Shipping  Board,  at  port  cities  of  the  Atlantic,  Gulf  and  Pa- 
cific coasts  and  at  interior  and  Great  Lakes  cities.  Tbe  first  bear- 
Ing  will  be  held  at  Boston.  A  definite  schedule  of  the  dates  and 
places  will  be  announced  shortly.  Commissioner  Thompson  said. 
He  said  he  wished  it  made  plain  that  the  only  question  before 
the  board  was  as  to  whether  there  were  adequate  shipping  fa- 
cilities under  the  American  flag  to  permit  enforcement  of  the 
section.  He  said  there  would  be  no  disposition  to  shut  out 
testimony  relating  to  other  aspects  of  the  situation  if  commer- 
cial interests  or  shippers  desired  to  submit  such  testimony. 
In  other  words,  a  showing  as  to  the  effect  of  the  application 
of  the  section  on  one  port  as  related  to  another  port  or  as  to 
rate  relationships,  it  is  understood,  will  not  be  considered,  al- 
though it  may  be  received.  The  board  takes  the  position  that 
tin-  -••<  lion  is  the  law  and  must  be  applied  if  shipping  facilities 
are  adequate,  and  that  Congress  alone  can  change  the  section. 


SHIP  SUBSIDY  LEGISLATION 

Tkt  Trafu    World    H'ajkinglon  Bureau 

Postponement  from  March  28  to  April  4  of  the  beginning 
of  the  hearings  on  the  proponed  ship  subsidy  legislation  before 
tbe  Joint  committee  of  the  Senate  commerce  committee  and  of 
the  House  committee  on  merchant  marine  and  fisheries  was 
necessary,  according  to  Senate  leaders,  because  of  the  treaty 
situation  In  the  Senate.  It  is  believed  that  when  the  hearing- 
have  been  begun  they  will  probably  last  a  month. 

It  will  be  at  least  the  first  part  of  May,  therefore,  before 
any  reported  bill  comes  up  for  consideration  on  the  floor  of 
Congress,  and  It  is  not  regarded  as  probable  that,  if  the  hearings 
last  a  month,  a  bill  will  be  reported  that  soon.  There  has  been 
a  great  deal  of  talk  about  Congress  adjourning  early  In  June,  so 
(hat  tbe  members  may  go  home  and  appeal  to  their  constituents 
to  send  them  back  to  Washington,  but  as  tbe  days  pass  by.  It 
is  believed  that  Congress  may  be  In  session  as  late  as  tbe  first 
of  August. 

These  speculations  have  a  bearing  on  tbe  question  of 
whether  any  ship  subsidy  legislation  will  be  put  through  at 
tbe  present  session.  Some  congressmen  believe  that  the  pro- 
posed bills  should  be  held  up  until  the  session  which  begins 
next  December,  when  It  might  be  determined  with  greater  ex- 
actness than  is  now  possible  as  to  whether  or  not  the  majority 
of  the  country  would  "stand"  for  a  subsidy. 

Apparently  President  Harding  has  the  backing,  In  his  sub- 
sidy program,  of  the  Republican  leaders  on  tbe  two  committees 
which  deal  with  merchant  marine  legislation.  The  fact  that 
hearings  will  be  held  before  a  Joint  committee  shows  that  the 
leaders  Intend  to  speed  up  consideration  of  the  bills  as  much 
as  possible.  Usually  a  House  committee  will  "sit"  on  a  bill, 
report  It  out.  pass  It.  send  It  to  tbe  Senate  and  then  the  Senate 
committee  will  hold  hearings— all  of  which  means  delay.  Hear- 
ings before  a  Joint  committee  disposes  of  much  of  such  delay. 
The  talk  Is  that  tbe  House  will  consider  the  bill,  when  It  has 
been  reported,  under  a  special  rale,  which  will  shut  out  amend- 
ments and  make  for  rapid  disposition  of  the  measure.  The  bill 
will  then  go  to  the  Senate  and  presumably  be  reported  to  th>- 
Senate  without  change,  because  the  members  of  the  Senate 
rommltfi-e  mnrerned  will  have  already  passed  upon  It. 

After  A.  D.  Lasker.  chairman  of  the  board,  has  read  bis 
lengthy  statement  to  the  rommittee.  Commissioners  Thompson, 
IJssner.  Chamberlain  and  Plummer  will  explain  different  sec- 
tion* of  the  bill. 

President  Harding,  it  was  learned  this  week,  has  let  several 
senators  know  that  be  would  like  to  see  the  proposed  ship  sub- 
sidy legislation  enacted  before  Congress  adjourns.  If  a  Jam 
should  be  encountered  as  to  other  legislation,  it  Is  believed, 
effort  will  be  made  to  put  through  the  ship  subsidy  program. 

"Act ton  Just  taken  by  the  Charleston,  S.  C..  Chamber  of 
Commerce  In  unanimously  supporting  the  subsidy  and  other  aids 
for  shipping  in  the  plans  recently  laid  before  Congress  with 
President  Harding'*  endorsement  Is  regarded  here  as  greatly 
strengthening  the  prospects  for  the  enactment  of  the  new  legis- 
lation." the  National  Merchant  Marine  Association  said  In  a 
statement  Issued  this  week  at  Its  Washington  office. 

"The  step  taken  by  this  southern  organization  emphasises 
tbe  nonpartisan  character  of  the  support  of  the  plans  to  ex- 
pand the  nation's  foreign  commerce  through  the  development  of 
the  merchant  marine.  Charleston's  endorsement  Is  expected  to 
be  followed  by  tbe  commercial  bodies  of  other  leading  southern 
rities,  and  it  is  believed  that  the  South  will  be  practically  a  unit 
in  Its  support  of  the  movement.  Some  southern  senators  and 
representatives  have  already  Indicated  that  they  will  support  the 
new  shipping  bill,  regardless  of  party  lines  and  many  others  are 
expected  to  follow. 

"The  viewpoint  of  the  southern  Interests  Is  Indicated  by  the 
nature  of  the  resolutions  unanimously  adopted  by  the  leading 
business  men  of  Charleston  through  the  Chamber  of  Commerce  of 


that  city.  These  interests  voice  their  recognition  of  the  fact 
that  the  trade  of  the  South  cannot  be  extended  without  adequate 
shipping  services  under  the  American  flag,  and  that  these  serv- 
ices cannot  be  maintained  against  foreign  competition  without 
preliminary  aid  from  the  government  to  the  American  merchant 
marine. 

"The  resolutions  are  as  follows: 

\Vliereas,  It  is  generally  recognized  throughout  the  world  that  the 
Industrial  development  of  a  nation  il<>|n-nds  in  a  large  measure  on  Its 
foreign  trade,  and  that  the  development  of  a  country's  foreign  trade 
depends  In  turn  on  its  possessing  a  merchant  marine  of  its  own,  and 

Whereas,  The  proper  Industrial  development  of  southern  states  de- 
pends on  foreign  trade  through  southern  ports,  thus  giving  southern 
manufacturers  a  ready  access  to  fort-inn  markets,  and. 

Whereas,  The  adequate  development  of  southern  ports  depends 
primarily  on  adequate  and  regular  steamship  serylre  carried  on  in 
. Vnit-rican  bottoms,  thus  independent  of  Interests  which  primarily  st-i  \ . 
I  n  competitors,  and. 

Wht-reas,  A  continuation  of  such  American  steamship  services 
from  southern  ports  is  impossible  without  adequate  government  aid, 
both  direct  and  lnd:i 

Therefore,  Be  It  Resolved.  That  we,  the  business  men  of  Charles- 
ton, as  represented  by  the  Chamber  of  Commerce  of  Charleston,  do 
hereby  heartily  endorse  the  fundamental  principles  of  ship  subsidy,  as 
embodied  In  the  Shipping  Act  of  1922.  ana  urge  our  representatives  to 
support  this  measure  in  the  Interest  of  our  southern  ports  and  southern 
states  as  well  as  the  entire  nation. 

Senator  Ransdell.  of  Louisiana,  in  a  speech  in  the  Senate 
on  the  naval  armament  limitation  treaty  and  proposed  subsidy 
legislation,  said  analysis  of  trade  returns  showed  that  American 
shipping  was  not  standing  up  under  competition  and  that  matters 
were  growing  worse  instead  of  better. 

"We  have  reached  the  point,"  said  he,  "where  British  ships 
are  carrying  more  of  our  trade  than  our  own  and  the  same  is 
true  of  the  minor  maritime  nations  grouped  together,  so  that 
our  stiips  are  now  at  the  tail  of  the  procession.  And  this  is  true 
of  the  amount  of  cargo  carried,  as  well  as  of  the  value  of  that 
cargo." 

After  declaring  that  the  United  States  needed  a  large  mer- 
chant marine  as  a  complement  to  the  navy  in  order  that  the  navy 
shall  not  be  inferior  In  strength  to  that  of  Great  Britain,  the 
senator  said  in  part: 

t  aid  provided  In  the  pending  shipping  legislation  Is 
commonly  rt-ft-rred  to  as  a  subsidy,  and  without  It  the  encouragement 
;• -.\ul-.l  l.y  iii,-  in. in..  •  :iiii«  would  not  suffice  to  set  your  merchant 
flag  again  on  the  ocean,  as  of  old.  It  must  be  remembered  that  for 
sixty  years  and  more  foreign  shipowners  have  been  In  command  of 
the  situation.  They  hold  today  the  mastery  of  most  of  the  great 
routes  of  ocean  commrro-.  Tln-y  havt-  their  agencies,  their  repre- 
sentatives, their  established  Interests  and  communications  all  over 
thi-  world.  They  are  determined  to  maintain  their  mastery  and  to 
drive  off  our  ocean  ships  and  to  dominate  our  ocean  carrying  trade, 
because  th<->  well  know  Its  advantages  to  their  own  manufacturers 
and  merchants.  These  foreigners  are  resolved  that  the  United  Si 
shall  never  become  an  Independent  marlttao  nation,  with  ships  capalil* 
of  serving  Its  own  people  In  foreign  commerce  and  possessed  of  an 
adequate  naval  reserve. 

Tbs  appealing  In  his  merchant   marine  message  to  all 

the  peopl-  .  .<  that   those  who  oppose   tin- 

policy  proposed  "ought  In  all  fairness  to  propose  an  acceptable  al- 
ternative." 

Whatever  our  prejudices  may  be  against  the  word  "subsidy"  and 
the  policy  It  stands  for.  l.«  there  any  alternative?  I  know  of  none. 
The  I'nlted  States  Is  the  only  maritime  country  In  which  the  question 
of  subsidy  Is  ever  debated.  It  Is  the  only  maritime  country  that  has 
ever  hesitated  to  employ  a  subsidy  policy  commensurate  with  Its  means 
and  opportunities.  Before  the  Inte  great  war  the  rest  of  the  world 
was  spending  fifty  dollars  annually  In  subsidies  and  bounties  to  ship- 
ping where  th.  '  iten.  th.-  wealthiest  nation  In  the  world,  was 
Kivmg  one — and  that  In  mail  pay  to  a  few  ocean  services.  We  must 

•  -aoh  the  consideration  of  the  subsidy  problem  In  the  fullest  pos- 

xplrlt  of  open-mlndedness.    Is  It  not  quite  possible  that  the  other 

nations  of  the  world  In  their  attitude  towards  shipping  subsidies  have 

i  right,  and  that  Ameroca  has  been  wrong? 

The  Mississippi  Valley  Association,  composed  of  commercial 
organizations  In  28  states,  has  pledged  active  support  of  the  new 
shiping  act  pending  In  Congress,  through  resolutions  unaii- 
mously  passed  by  its  board  of  directors  at  a  special  meeting  in 
St.  Louis  on  March  25.  says  a  statement  Issued  by  the  National 
Merchant  Marine  Association  In  Washington. 

The  preamble  emphasizes  the  association's  approval  of  the 
merchant  marine  act  of  1920  and  recites  the  benefits  accruing  to 
the  Mississippi  Valley  by  the  establishment  of  American  steam- 
ship lines1.  It  also  points  out  that  immediate  sale  of  the  vessels 
might  mean  abandonment  of  these  lines  and  urges  that  the  Ship- 
ping Board  adopt  no  sale  or  policy  that  would  so  result. 

"The  inauguration  and  maintenance  of  the  new  trade 
routes,"  say  the  resolutions,  "has  been  and  Is  of  the  utmost  value 
to  the  Mississippi  Valley,  in  which  is  produced  the  largest  per- 
centage of  our  exports."  Because  of  this,  Congress  Is  urged  not 
to  disturb  Section  1  of  the  Jones  act  and  the  Shipping  Board  is 
asked  to  continue  operating  the  established  lines  for  five  years, 
with  eventual  sale  of  the  vessels  to  the  operators. 

"The  association  also  decided  to  send  delegates  to  the  Joint 
hearings  before  the  Senate  committee  on  commerce  and  House 
committee  on  merchant  marine  and  fisheries,  to  testify  about  the 
value  of  tbe  pending  legislation  to  their  part  or  the  country, 
William  M.  McKlnley.  U.  S.  senator  from  Illinois,  is  president  of 
the  association,"  the  marine  association  said. 

"The  action  of  the  Mississippi  Valley  Association  follows  the 
passage  of  resolutions  favoring  the  pending  legislation  by  the 
Chamber  of  Commerce  of  Charleston,  S.  C.,  Norfolk,  Va.,  Trade 
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Club,  Philadelphia  Bourse  and  the  Maritime  Association  of  the 
Boston  Chamber  of  Commerce.  All  stress  the  necessity  of  an 
American  merchant  marine  to  the  American  producer." 


IMPROVEMENT    IN     OCEAN     SHIPPING 

The  Traffic   World   Washington  Bureau 

J.  Barstow  Smull,  vice-president  of  the  Emergency  Fleet 
Corporation  in  charge  of  charters  and  allocations,  has  observed 
a  general  improvement  in  ocean  shipping  conditions.  He  said 
vessels  in  the  regular  routes  established  by  the  Board  were  car- 
rying larger  cargoes.  The  greatest  improvement,  he  said,  has 
been  shown  in  the  cotton  shipments  from  Gulf  ports,  American 
vessels  carrying  more  than  50  per  cent  of  the  shipments.  Oper- 
ators out  of  the  Gulf  ports  have  requested  additional  vessels  un- 
der the  M  O  4  contracts,  but  additional  allocations  will  be  made 
only  where  the  Board  is  assured  that  there  will  be  no  losses  to 
be  met  by  the  Board,  Mr.  Smull  said. 


PORT  TO  PORT  REGULATION 

The  Traffic   World   Washington  Bureau 

Institution  by  the  Federal  Trade  Commission  of  a  complaint 
charging  the  Baltimore  &  Philadelphia  Steamboat  Co.  of  Phila- 
delphia with  cutting  its  rates  below  cost  to  force  the  Marine 
Transportation  Corporation  out  of  business  has  raised  an  inter- 
esting question  as  to  whether  or  not  the  action  will  result  in 
conflict  with  the  regulation  of  port-to-port  rates  by  the  division 
of  regulation  of  the  Shipping  Board.  The  complaint  specifically 
excepts  any  traffic  of  the  respondent  subject  to  the  jurisdiction 
of  the  Interstate  Commerce  Commission  but  makes  no  mention 
of  the  jurisdiction  of  the  Shipping  Board. 

"This  is  not  an  effort  to  regulate  rates,"  said  Chairman  Nel- 
son B.  Gaskill,  when  questioned  as  to  possible  conflict  of  juris- 
diction, "and  no  rate  regulation  or  prescribing  of  rates  will  re- 
sult from  the  Trade  Commission's  order,  if  one  is  made.  The 
question  is  solely  whether  the  respondent  has  fixed  its  rates 
below  the  cost  of  operation  and,  if  it  has,  whether  its  practice 
tends  to  eliminate  a  competitor  and  results  in  a  restraint  of 
competition." 

It  is  believed  that  the  question  of  jurisdiction  will  be  argued 
before  the  Trade  Commission  when  the  case  is  heard  May  8.  It 
is  admitted  that  the  complaint  is  the  first  of  the 'kind  to  have 
been  Issued  by  the  Trade  Commission. 

The  complaint,  which  is  issued  under  section  5  of  the  New- 
lands  act,  sets  forth  that  for  many  years  the  Baltimore  &  Phila- 
delphia Steamboat  Company  has  been  engaged  in  the  transpor- 
tation by  water  of  freight  and  passengers  between  Baltimore, 
Md.,  and  Philadelphia,  Pa.,  and  that  for  many  years  prior  to 
September,  1920,  it  enjoyed  a  practical  monopoly  except  for  a 
few  sporadic  instances  when  competitors  appeared  but  aban- 
doned the  competitive  effort  after  an  inconsequential  period. 
On  the  date  mentioned,  the  Marine  Transportation  Corporation 
entered  the  field  and  has  continuously  since  that  time  engaged 
in  the  transportation  of  freight  and  passengers  between  Balti- 
more and  Philadelphia. 

The  complaint  outlines  the  situation  between  the  two  com- 
panies as  follows: 

Upon  or  shortly  after  Its  entry  into  the  field  the  Marine  Transport 
Corporation  put  into  effect  a  schedule  of  rates  substantially  below 
the  existing  rates  of  respondent,  which  nevertheless  afforded  a  reason- 
able compensation  and  profit  to  the  Marine  Transport  Corporation. 
Upon  the  establishment  of  such  schedule  by  the  Marine  Transport 
Corporation,  respondent  reduced  Its  rates  to  meet  said  schedule,  and 
thereafter,  with  the  purpose  and  intention  of  driving  the  Marine 
Transport  Corporation  from  the  field  and  regaining  its  previous 
monopoly  thereof,  respondent  adopted  and  put  into  effect  the  practice 
of  reducing  its  rates  from  time  to  time  and,  when  the  same  were  met 
by  the  Marine  Transport  Corporation,  of  immediately  making  a  fur- 
ther reduction  regardless  of  the  cost  to  respondent  of  the  carriage  of 
freight  and  passengers  and  regardless  of  whether  the  rate  charged 
afforded  a  profit  or  entailed  a  loss,  thereby  compelling  the  Marine 
Transport  Corporation,  in  each  such  instance  to  equally  reduce  its 
rates  in  order  to  continue  in  business.  Respondent  continued  said 
practice  until  its  rates  and  those  of  the  Marine  Transport  Corporation 
fell  to  the  point  where  they  became  ruinous  and  destructive,  so  that 
both  its  buisness  and  that  of  its  said  competitor  was  run  at  a  loss. 
Ever  since  the  successive  reductions  of  rates  reached  the  point  where 
the  same  thus  became  ruinous  and  entailed  continuous  loss,  respond- 
ent has  continued  its  said  practice,  and  its  business  and  that  of  its 
said  competitor  have  since  said  time  been  continuously  run  and  are 
now  being  run  at  a  loss.  Respondent  relies  upon  its  ability  to  con- 
duct its  business  at  a  loss  for  a  longer  period  than  its  said  competitor 
is  able  to  do  and  respondent's  reduction  of  rates  to  a  level  below  the 
cost  of  maintaining  the  service  by  respondent  and  its  competitor 
threatens  to  compel  the  Marine  Transport  Corporation  to  withdraw 
and  discontinue  its  business  and  therefore  has  a  dangerous  tendency 
unduly  to  hinder  competition  between  respondent  and  Marine  Trans- 
portation Corporation  and  to  reinstate  the  monopoly  which  respondent 
formerly  possessed. 

As  the  Shipping  Board  has  power  only  to  prescribe  maxi- 
mum rates,  it  is  regarded  as  doubtful  whether  it  could  reach  and 
correct  the  situation  alleged  to  exist. 

Officials  of  the  division  of  regulation  of  the  Shipping  Board, 
when  asked  if  there  would  be  any  conflict  of  jurisdiction  as  the 
result  of  the  Federal  Trade  Commission  issuing  a  complaint 
against  the  Baltimore  &  Philadelphia  Steamboat  Co.,  said  the 
Shipping  Board  had  never  construed  the  shipping  act  as  giving 


the  board  jurisdiction  over  traffic  on  the  Chesapeake  Bay,  which 
is  traversed  by  the  companies  involved  in  the  complaint.  The 
shipping  act  defines  a  common  carrier  by  water  in  interstate 
commerce  as  "a  common  carrier  engaged  in  the  transportation 
by  water  of  passengers  or  property  on  the  high  seas  or  the 
Great  Lakes  on  regular  routes  from  port  to  port  between  one 
state,"  etc.  Up  to  this  time  the  Chesapeake  Bay  has  not  been 
regarded  as  a  part  of  the  "high  seas"  and  therefore  the  board 
has  not  assumed  jurisdiction  over  traffic  on  that  body  of  water. 


MONEY  FOR  SHIPPING  BOARD 

The   Traffic   World   Washington  Bureau 

Oppostion  to  an  amended  conference  report  on  the  inde- 
pendent offices  appropriation  bill,  carrying  $100,000,000  for  the 
Shipping  Board,  was  expected  to  develop  in  the  House  when 
the  report  came  up  for  consideration.  The  House'  refused  to 
agree  to  a  previous  report,  insisting  on  its  disagreements  as  to 
authorizing  the  board  to  expend  up  to  $55,000,000  from  receipts 
and  as  to  limiting  salaries  to  $25,000  and  the  number  of  em- 
ployes receiving  in  excess  of  that  amount  to  six. 

The  amended  conference  report  gives  the  board  the  author- 
ity to  employ  six  employes  at  salaries  between  $11,000  and 
$25,000  and  four  employes  at  salaries  between  $25,000  and  $35,- 
000  per  annum.  Vice-Presidents  Smull  and  Love  each  receive 
$35,000  and  this  provision  would  permit  the  board  to  continue 
their  present  salaries.  The  report  also  would  permit  use  of 
$25,000,000  from  collections  from  specified  receipts,  an  appro- 
priation in  that  sum  being  made  from  the  collections. 

The  high  salaries  paid  by  the  Shipping  Board  have  been 
freely  criticized  in  the  House,  Republican  leaders  joining  in  the 
criticism  almost  as  freely  as  the  Democrats. 


OCEAN  FREIGHT  RATES 

E.  S.  Gregg,  chief  of  the  transportation  division  of  the  De- 
partment of  Commerce,  has  issued  the  following  on  current 
ocean  freight  rates: 

"The  ocean  freight  rates  in  the  table  below  are  market 
quotations  of  the  conference  lines,  as  of  March  13,  1922.  Due  to 
the  present  excess  of  steamers  over  the  current  trade  require- 
ments and  the  competition  of  nonconference  steamers,  lower 
rates  are  frequently  obtainable.  It  should  be  understood  that 
these  rates  are  merely  indicative  of  the  market  and  that  they 
should  be  confirmed  by  a  reliable  shipping  or  freight-forwarding 
company  before  cargo  is  booked. 

Current  Ocean  Freight  Rates  for  Port  of  New  York 

From  New  York        General  Agricultural 

to —                      cargo.*  Machinery      implementst    Automobiles 

Buenos   Aires Ton       $20.00  Ton       $16.00     Ton       $10.00     Ton       $10.00 

Rio  de  Janeiro... Ton         14.00  Ton         12.00     Ton         12.00     Ton         12.00 

Valparaiso    t       .65/1.16  .65/1.16                  .45/.80     Cu.  ft.        .50 

Cape  Town Ton         23.00  Ton         23.00     Ton         23.00     Ton         23.00 

Sydney    Ton         20.00  W/Mfl    20.00     Ton         20.00     Ton         15.00 

Bombay    Ton         21.00  Ton         20.00     Ton         21.00     Ton         16.00 

Singapore    Ton         18.00  Ton         12.00     Ton         12.00     Ton         12.00 

Shanghai    Ton         18.00  Ton         12.00     Ton         12.00     Ton         12.00 

Yokohama     Ton         18.00  Ton         12.00     Ton         12.00     Ton         12.00 

Constantinople    .Ton        19.00  Ton        19.00    Ton        18.00    Ton        18.00 

Havre    Ton         20.00  Ton         20.00     Ton         15.00     Ton         20.00 

Goteborg    .45/.90  .45/.90    Ton         13.00     Cu.  ft.        .40 

Bremen      and 

Hamburg     .45/.S5  .45/.S5     Ton         10.00     Cu.  ft.        .45 

London,       Liver- 
pool and  United 

Kingdom  ports            .40/.75  .40/.75                  .35/.6S     Cu.  ft.        .35 

•Boots  and   shoes,   cotton  goods,   and   tires   usually   go  at   general 
cargo  rates. 

tTractors  usually  go  at  the  same  rate  as  agricultural  implements. 

JRates  quoted   with  /,   such  as   .65/1.16   mean   65   cents   p«r  cubic 
foot  or  $1.16  per  100  pounds. 

flWeight   (per  2,240  pounds)  or  measure  (per  40  cubic  feet),  ship's 
option." 


DENIES   THEFTS    FROM    SHIPPING    BOARD 

Commissioner  O'Connor,  of  the  Shipping  Board,  denied 
newspaper  reports  published  in  New  York  and  elsewhere  to  the 
effect  that  fittings  and  articles  worth  $400,000  had  been  stolen 
from  Shipping  Board  vessels  tied  up  at  Peekskill  in  the  Hudson 
river.  He  said  some  pilfering  had  been  going  on  but  that  not 
more  than  $3,000  worth  of  property  had  been  taken.  The  com- 
missioner has  direct  supervision  of  the  care  of  the  vessels  of 
which  there  are  164. 


MOVEMENT    OF    FOREIGN    COMMERCE 

The  Traffic   World   Washington  Bureau 

That  part  of  the  United  States'  total  foreign  commerce  moved 
in  ocean  vessels  in  February  showed  a  slight  drop,  according  to 
a  statement  issued  by  the  Bureau  of  Research  of  the  Shipping 
Board.  "This  loss  was  entirely  in  exports,  as  imports  showed  a 
gain  of  eleven  per  cent  over  the  previous  month,  and  reached  the 
highest  figure  attained  since  May,  1921. 

"The  total  cargo  tonnage  moved  in  the  month  was  4,864,400 
tons,  of  which  American  ships  carried  fifty  per  cent  by  weight. 
Of  the  imports  our  vessels  carried  sixty-seven  per  cent  and  of 
the  exports  thirty-four  per  cent. 

"In  tank  ship  cargoes  alone  the  American-flag  ships  moved 
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eighty-one  per  cent  of  the  total,  or  ninety-two  per  cent  of  the  Im- 
port movement,  which  constitutes  four-fifths  of  this  trade. 

"Of  dry  cargo  traffic  the  exports  slightly  exceeded  two  mil- 
lion tons,  a  decline  of  ten  per  cent  from  January.  Inward  car- 
Row  reached  1,117,000  tons,  an  increase  of  more  than  ten  per 
c«nt  over  the  previous  month.  Of  this  cargo — which  includes 
everything  except  oil  in  bulk,  and  hence  constitutes  by  far  the 
most  valuable  part  of  our  commerce — American  ships  carried 
but  thirty-five  per  cent.  Of  the  imports,  they  carried  thirty-eight 
per  cent,  and  of  the  exports  thirty-four  per  cent." 

EQUALIZATION  TARIFFS  SUSPENDED 

Tkt   Tnfc   World   Washington  Bureau 

In  I.  and  S.  1511  the  Commission  has  suspended  the  Countiss, 
Davis  and  Kelly  schedules  proposing  to  equalize  rates  from 
New  York  via  Galveston  with  all-rail  rates  from  Chicago  to 
destinations  on  the  Southern  Pacific  and  Northwestern  Pacific 
in  Arizona,  New  Mexico,  California,  Nevada,  Oregon  and  Utah 
on  a  selected  list  of  commodities  embracing  ammunition  and 
guns,  implements,  preserves  and  table  sauce*,  canned  goods, 
green  coffee,  beverages,  twine  and  mineral  waters.  The  sus- 
pension Is  from  March  31  to  July  29.  The  case  was  assigned 
for  hearing  at  Chicago.  April  14. 

The  Chicago  Association  of  Commerce  filed  a  protest, 
not  in  full  conformity  with  the  rules  of  the  Commission,  against 
the  proposal  of  the  Southern  Pacific  and  the  Morgan  Line,  put 
forth  In  Supplements  NOB.  27.  29  and  31  to  Countiss'  I.  ( 
No.  1089.  effective  March  31,  to  equalize  the  rail-and-water  rates 
on  specified  commodities,  from  New  York  piers,  .via  gulf  ports, 
to  California  terminals,  with  the  all  rail  rates  on  the  like  com- 
modities from  Chicago.  The  association  gave  notice  March  16 
of  an  intention  to  protest  and  said  It  would  have  It*  protest  on 
file  In  compliance  with  the  rules  of  the  Commission.  It  had  not. 
however,  complied  March  24  when  the  Commission  asked  It  to 
say  why  It  had  protested.  In  Its  notice  of  protest  filed  March 
1C  the  association  said  it  objected  for  the  reasons  set  forth  In 
the  Commission's  report  on  one  of  the  transcontinental  cases, 
la  46  I.  C.  C.  273. 

Prior  to  government  control  the  Southern  Pacific  generally 
made  rates  from  New  York  piers  the  same  as  the  all-rail  rates 
from  Chicago.  The  government,  while  It  was  in  control  of  the 
transportation  systems,  caw  no  necessity  for  such  equalization. 
When  the  railroads  had  all  they  could  do  to  handle  the  traffic 
offered,  they  had  no  desire  for  equalization.  Now.  however, 
that  the  volume  of  traffic  Is  comparatively  light  equalization  ef- 
forts are  being  put  forth  by  many  of  them.  The  suspended 
tariffs  equalizing,  by  rail  and-water.  through  the  Panama  Canal, 
via,  all  gulf  and  Atlantic  ports.  Is  one  of  the  greatest  efforts  in 
that  direction. 

In  connection  with  the  equalization  proposed  In  the  Countiss 
supplements  before  mentioned,  the  terms  of  the  fourth  section 
are  to  be  observed  at  Intermediate  points.  Some  of  the  all-rail 
rates  to  meet  which  the  proposed  equalization  rates  were  pro- 
posed, it  is  said,  do  not  conform  with  the  terms  of  the  fourth 
section.  The  fight  In  behalf  of  the  protested  supplements, 
therefore,  will  not  be  complicated  by  any  fourth  section  phase. 


NEW  YORK  PROTESTS  COUNTISS  PLAN 

Tkt  Tnfc   WorU   Wukinaton  Burn* 

In  a  brief  In  behalf  of  the  Merchants'  Association,  of  New 
York,  on  the  application  of  the  transcontinental  lines  (No.  12063) 
filed  in  their  behalf  by  Countiss,  J.  C.  Lincoln,  manager  of  the 
association's  traffic  bureau,  argues  that  the  rates  proposed  by 
Countiss  would  be  a  discrimination  against  New  York  and  tend 
to  deprive  the  Atlantic  ports  of  their  geographical  advantages. 
The  proposal  is  to  blanket  rates,  all-rail,  from  the  territory  east 
of  the  Missouri  River,  on  a  selected  list  of  commodities,  to  the 
Pacific  coast  terminals,  without  observing  the  long  and  short 
haul  part  of  the  fourth  section  at  intermediate  points  on  the  basis 
of  the  ocean  and  canal  charges,  plus  Insurance  and  accessorial 
service  costs.  Lincoln  contends  that  the  making  of  such  all-rail 
rates.  In  addition  to  causing  a  discrimination  against  the  Atlan- 
tic seaboard  cities  which  are  in  a  position  to  avail  themselves  of 
the  cheap  transportation  by  ocean  and  through  the  canal,  would 
tend  to  break  down  the  transportation  by  water  which  Congress 
directed  the  Commission.  In  section  600  of  the  transportation  act. 
to  foster  and  promote.  On  that  point  he  said: 

It  Is  In  the  public  Interml  and  Hi.  ,, ,.  of  shippers  In  th.- 

promotion  of  commerce  and    t  ,ir«l  handling  of   freight   that 

the  "all  water"  Imes  operating  through  the  Pam-ma  Cnnnl  shouUl  In- 
•  nd  protected,  to  the  end  that  an  opportunity  be  given  to 
promote  trad*  between  thf  remote  parts  of  thf  fnlted  States,  a*  In 
tb*  c»w  of  th«  East  and  West  Coasts  thereof  by  the  UM  of  these 
water  transportation  rout.--  The  cost  of  transportation  by  rail  h«« 
liKTeued  to  «uch  an  rxtont  that  It  Is  mor.  for  the  i>- 

of  the  Eastern  sertlon  of  the  rountry  to  trade  with   the  people  of  tin- 
Western  »ect Ion.  the  new  policy  adoi  •  ^ r>-mi  should 

»«ve  full  the  steamship  ; 

f  would  N>  In  d«-n»nr»-  ..f  the  policy  adopted  by  Congress  to  per- 

rail      Transcontinental   carriers,    by    special    dlspensa- 

o  MM  their  rates  as  to  deprive  these  water  carrier*  of  th. 

•BSJortunlty  of  essjiBilllls;  for  the   IranV.   or   to  establish    rnt«B   whlrh 


may  be  lower  than  compelled  In  order  to  meet  the  existing  competition 
made  possible  by  use  of  rail  and  water  rates.  Equal  opportunity 
means  the  same  advantage  from  point  of  shipment  to  destination.  If 
rates  are  so  adjusted  that  the  traffic  cannot  move  on  approximately 
«-<lual  terms  for  both  carrier  by  rail  and  carrier  by  water,  then  there 
would  not  be  that  equal  opportunity  contemplated  by  the  law. 

ST.  LAWRENCE  CANAL 

A  committee  appointed  by  the  Associated  Industries  of 
Massachusetts  to  report  on  the  feasibility  and  desirability  of  the 
St.  Lawrence  waterway  project,  according  to  a  statement  issued 
by  the  Great  Lakes-St.  Lawrence  Tidewater  Association,  has 
reached  the  following  conclusions: 

1.  That  the  project   la  feasible   from   an   engineering  standpoint; 

2.  That   It  can   be  constructed   at  a  reasonable  cost,   considering 
the  magnitude  of  the  work  Involved; 

3.  That  It  will  furnish  a  direct  and  usable  water  route  between 
the  ports  of  the  Great   Lakes  and   both    foreign   and  domestic   ocean 
ports; 

4.  That   In   the  very  near   future   this   nation   will   require   every 
possible  means  of  transportation  by  water,  rail,  and  motor,  and  that 
accordingly    the  St.   Lawrence   project  will   be  of  great   assistance   In 
reducing  otherwise   necessary    expenditures   for   additions   to   our  rail 
facilities,  and  greatly  lessen  the  Inevitable  transportation  crisis  which 
will    arise    with    a    restoration    of    normal    business    and    the    natural 
growth  of  the  country; 

5.  That  It  will  give  to  New  York  and  New  England  a  very  large, 
reliable,  and  cheap  source  of  hydro-electric  energy;  and, 

6.  That  the  project  is  desirable  for  the  country  as  a  whole,  and 
beneficial  to  New  England. 

In  another  statement  the  Tidewater  Association  says  a  paid 
lobbyist  from  the  state  of  New  York  has  established  himself  at 
Ottawa,  Canada,  "to  develop  sentiment  against  international  ac- 
tion for  the  development  of  the  St.  Lawrence  river  waterway 
from,  the  Great  Lakes  to  the  sea," 

"Our  State  Department."  it  continues,  "having  instructed  the 
International  Joint  Commission  to  investigate  and  report  what 
further  Improvement  of  the  St.  Lawrence  is  necessary  to  per- 
mit the  passage  of  deep  draft  vessels,  it  would  seem  that  the 
matter  still  belongs  to  that  department,  and  that  no  state  or 
private  interest  has  a  right  to  interfere  with  the  negotiations 
recommended  in  the  commission's  report.  If  states  have  no 
right  to  make  treaties  or  agreements  with  foreign  countries, 
without  the  consent  of  Congress,  where  do  they  get  the  right  to 
maintain  lobbies  In  foreign  countries  to  prevent  treaties  being 
made  by  the  federal  authorities?" 


COAST  TO  COAST  STEAMSHIP  SERVICE 
The   Williams   Steamship   Company,    Inc.,   in   a   circular   to 
manufacturers  who  do  transcontinental  shipping,  says: 

It  takes  nineteen  day*  from  New  York  to  Los  Angeles,  and  we  are 
In  dally  touch  with  our  vessels  by  wiretaps  during  this  time. 

You  save  In  some  Instance*  SO  percent  or  more  In  freight  cost* 
from  Atlantic  coast  ports  to  Pacific  <-oa»t  ports. 

You  save  up  to  15  per  cent   In   freight   rosts  from   Interior  points 
on  the  Atlantic  seaboard  to  Pacific  coast  ports  and  Interior  points. 

If    you    ha\.          !!..    •  nt    wi-lKht    <m    thr.-..    consecutive    Ktcnmers    to 
make  up  «  rarload  :  '.slgnee  and  destination,   we  will  be  glad 

to  glv.  ..i    the  carload  rut.-. 

Ocean  bill*  of  lading  are  mnde  up  by  us  In  exchange  for  rail  hills 
of  lading  If  your  freight  originates  In   the  Interior. 

nunilMT  of  our  commodity  rates  since  Don m- 

I-T  i.  mi. 


SHIPPING  BOARD  NOTES 

Edward  P.  Farley,  vice-president  of  the  United  States  Ship- 
ping Board  Emergency  Fleet  Corporation,  in  charge  of  sales. 
li-n  New  York  March  25  on  the  United  States  liner  "Lone  Star 
State."  for  Europe,  to  make  a  study  of  shipping  conditions  In 
England,  France  and  Germany. 

The  offer  of  the  Barber  Line  for  a  number  of  vessels  owned 
by  the  Shipping  Board  has  been  rejected  as  too  low. 

Commercial  Manager  Sidney  Henry,  In  charge  of  housing 
and  transportation,  surplus  materials,  plants,  and  drydocks  and 
marine  railways,  has  been  designated  as  director  of  sales. 

A.  H.  Bull  &  Company,  New  York,  bought  the  "Catherine," 
Wmerly  the  Lake  Greenwood,  and  the  "Mary,"  formerly  the 
Lake  Monroe,  two  lake  type  vessels,  for  the  sum  of  $151,000. 
This  price  Is  a  little  better  than  $35  per  registered  ton. 


MONEY  FOR  RIVERS  AND  HARBORS 

The   Trtfe   World   Washington  Bureau 

After  a  long  debate,  the  House  this  week  Increased  the 
appropriation  In  the  army  appropriation  bill  for  rivers  and 
harbors  from  $27,635.260  to  $42.815,661.  the  $27.000.000  having 
been  recommended  by  the  Bureau  of  the  Budget.  The  Chief  of 
Engineers  of  the  army  recommended  $42,000,000,  but  this  wa* 
cut  by  the  Bureau  on  the  theory  that  some  of  the  work  proposed 
was  not  absolutely  necessary  at  this  time. 

Representative  Dempsey,  of  New  York,  who  offered  the 
amendment  Increasing  the  appropriation,  spoke  of  what  he  said 
was  the  need  for  relieving  the  railroads  by  adequate  river  and 
harbor  facilities.  In  normal  times,  he  said,  the  railroads  could 
not  handle  the  traffic  offered  them. 

Representative  Mondell,  Republican  House  leader,  asserted 
the  effort  to  Increase  the  appropriation  was  the  first  "organized 
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assault"  on  the  budget  estimates  and  that  the  question  at  issue 
was  really  whether  the  budget  was  to  be  sustained. 

Other  members  spoke  of  high  freight  rates  and  of  meeting 
them  by  water  competition. 

Representative  Treadway  of  Massachusetts  observed  that 
the  apparent  desire  to  increase  the  appropriation  was  one  of  the 
best  symptoms  he  had  seen  recently  that  "we  are  getting  back 
to  normalcy,"  and  he  referred  to  the  good  old  "pork  barrel" 
days. 

"I  think  today  ought  to  be  a  very  happy  one  with  us,"  said 
he,  "in  that  we  have  such  an  open  confession  that  it  is  time 
once  more  to  open  the  floodgates  of  the  Treasury  and  pour  forth 
the  millions  necessary  to  re-establish  our  old  friend,  the  'pork 
barrel.'  " 

After  the  Dempsey  amendment  had  been  adopted  by  a  vote 
of  158  to  54,  Representative  Mondell  said: 

As  I  have  frequently  said.  I  believe  in  river  improvement.  I 
also  believe  in  low  railway  rates.  We  must  have  low  rates  if  we 
are  to  have  prosperity.  The  American  people  will  not  use  the 
inland  streams  as  the  European  people  do,  because  they  are  too 
impatient,  too  anxious  to  receive  cash  for  their  products;  when 
it  is  delivered  to  the  railroad  they  are  too  impatient  to  have 
done  with  the  transaction  and  avoid  all  the  delays  and  vexations 
frequently  encountered  in  the  use  of  the  waterways.  But  if  we 
keep  improving  the  waterways  we  may  eventually  accustom  the 
people  to  that  kind  of  transportation,  and  I  hope  we  may. 

In  the  matter  of  freight  rates,  what  is  the  effect?  Still  in- 
sisting that  I  am  favorable  to  the  improvement  of  rivers  and 
waterways  in  the  hope  that  our  people  may  become  accustomed 
to  use  them,  what  happens  is  this:  When  there  is  an  improvement 
of  one  of  our  large  rivers  making  water  transportation  possible, 
every  community  along  the  river  insists  that  the  railway  transpor- 
tation rates  be  made  as  cheap  as  the  water  rates,  and  such  a  rate 
is  frequently  granted  to  a  point  below  the  actual  cost  of  carrying 
the  goods,  and  the  surrounding  country  pays  the  difference.  That 
is  what  has  occurred  whenever  we  cheapen  our  water  transporta- 
tion so  that  it  invades  and  curtails  and  shortens  the  business  of  the 
railroads.  Until  we  stop  doing  that  we  shall  get  very  little  benefit 
out  of  our  appropriations  for  river  improvement.  The  country 
th'at  I  represent,  the  country  that  most  of  you  gentlemen  represent, 
are  not  only  helping  to  pay  for  the  improvement,  but  helping  to 
pay  for  the  loss  on  the  transportation  along  the  river  banks. 

Some  of  the  gentlemen  from  the  territory  where  the  rates  are 
so  high  as  to  leave  no  margin  of  profit  to  the  producer  should 
not  be  carried  away  with  the  idea  that  in  making  these  improve- 
ments they  are  securing  lower  rates.  If  the  effect  continues  to 
be  as  in  the  past,  it  increases  the  rate  at  every  interior  point. 
That  ought  to  be  cured  in  the  matter  of  transportation.  I  believe 
we  should  go  on  in  the  meantime  in  a  reasonable  way  with  river 
improvements.  The  mistake  that  the  House  has  made  today,  as  I 
see  it,  is  the  mistake  of  being  carried  away  by  local -influences  in 
voting  for  appropriations  above  those  that  are  justified,  and  it  will 
be  difficult  for  those  who  voted  for  the  increase  to  find  an  excuse 
when  asked  by  their  people  what  they  did  in  the  upholding  and 
maintaiinng  of  economy  and  the  principle  of  the  budget? 

Representative  Burton  of  Ohio  expressed  views  similar  to 
those  of  Mr.  Mondell,  saying  in  part: 

People  are  in  the  habit  of  shipping  their  freight  by  rail.  In 
Memphis  in  time  of  deep  water  there  was  not  a  single  bale  of  cot- 
ton shipped  by  the  river.  In  case  of  rail  transportation  the  bills  of 
lading  can  be  taken  and  negotiated  at  the  bank,  whereas  if  you 
ship  by  river  you  would  have  to  consider  the  uncertain  chances  of 
the  time  it  would  reach  seaboard,  and  you  would  have  to  insure 
your  cargo  and  assume  all  the  uncertainties  of  a  river  voyage. 


WALTER  GETS  INTO  THE  RECORD 

The  Traffic  World  Washington  Bureau 

Luther  M.  Walter,  admitting  he  was  the  "civilian  attorney" 
attacked  in  debate  in  the  House  March  14  as  delaying  a  case  in- 
stituted by  the  War  Department  before  the  Commission  in  behalf 
of  its  Mississippi  River  and  Warrior  River  barge  lines,  has  re- 
plied in  detail  to  the  charge  in  a  letter  to  Representative  Mann, 
of  Illinois.  (See  Traffic  World,  March  18,  p.  594.) 

In  submitting  the  letter  to  the  House  this  week,  Mr.  Mann 
naid  Mr.  Walter  happened  to  be  a  particular  friend  of  his  and 
that  he  was  a  lawyer  of  high  standing.  The  letter  follows: 

My  attention  has  just  been  called  to  the  proceedings  on  the  floor 
of  the  House  as  reported  on  pages  4327  and  4328  of  the  Congressional 
Record  for  March  14,  1922,  relevant  to  a  case  before  the  Interstate 
Commerce  Commission  in  which  the  War  Department  is  complainant. 
I  desire  particularly  to  call  your  attention  to  the  statement  made  on 
page  4328,  made  by  Mr.  Anthony: 

"Civilian  attorneys  who  had  been  employed  were  evidently  more 
interested  in  prolonging  the  litigation  than  in  bringing  it  to  a  show- 
down." 

Inasmuch  as  I  happen  to  be  the  "civilian  attorney"  who  had  been 
employed  by  the  War  Department  to  handle  this  case  before  the  Inter- 
state Commerce  Commission,  I  desire  to  briefly  let  you  know  just  what 
the  facts  are.  You  very  fully  expressed  the  view  which  I  entertain  as 
to  the  attitude  of  the  Interstate  Commerce  Commission.  That  body  is 
not  subject  to  censure  for  not  acting  on  a  case  that  is  not  brought  to 
an  issue  by  the  attorneys  in  the  case. 

The  federal  manager  of  the  barge  line  filed  a  complaint  before  the 
Commission  in  the  fall  of  1920.  Later  I  was  employed  a  special  counsel 
to  conduct  the  litigation.  I  reached  the  conclusion  that  the  complaints 
(there  were  two  of  them)  were  defective  and  required  amendment. 
Amended  complaints  were  filed  January  8,  1921.  During  the  previous 
month  the  barge  line  management  had  endeavored  to  secure  an  adjust- 
ment of  the  complaint  without  the  necessity  for  further  action  before 
the  Commission,  and  those  negotiations  continued  through  at  least  a 
part  of  January,  1921. 

The  cases  were  set  for  hearing  at  New  Orleans  before  an  examiner 
of  the  Commission  on  January  31,  1921.  The  carriers,  and,  as  I  am  in- 
formed, the  federal  manager  of  the  barge  line,  sought  a  postponement. 
The  first  notice  I  had  of  the  postponement  was  in  the  form  of  a  tele- 
gram receivoil  while  on  the  train  en  route  to  New  Orleans  for  the  pur- 


pose of  trying  the  case.  The  case  was  again  set  for  hearing  at  New 
Orleans  on  March  21,  1921.  The  complainant's  case  was  completed 
on  the  second  day  of  the  hearing.  The  defendants  represented  to  the 
uxn  miner  that  they  were  not  prepared  to  met  the  case  presented  and 
asked  for  a  postponement,  which  was  granted  to  a  date  later  to  be 
fixed.  Thereafter  the  Commission  assigned  the  case  for  a  hearing  at 
Washington  on  May  25,  1921.  Counsel  for  the  defendants  and  the 
complainant  requested  that  the  hearing  at  Washington  be  canceled  and 
the  case  assigned  for  hearing  at  Chicago  on  May  21,  four  days  earlier. 
The  Commission  canceled  the  hearing  for  May  25,  later  setting  the  case 
for  hearing  at  Chicago  on  June  20.  This  latter  hearing  was  had  and 
the  taking  of  testimony  was  finally  concluded  on  July  1,  1921. 

September  15,  1921,  was  fixed  as  the  date  for  filing  briefs.  The  de- 
fendants obtained  an  extension  until  October  1;  I  requested  a  further 
extension  of  10  days  for  filing  my  brief,  which  was  granted.  The  case 
was  thereupon  submitted  to  the  examiner,  who  served  his  tentative 
report  February  6,  1922.  Exceptions  thereto  were  due  February  26, 
1922;  by  request  of  the  defendants  this  date  was  extended  to  March  15, 
and  again  at  their  request  until  March  25. 

You  can  thus  see  that  of  the  various  requests  for  delay  I  made 
only  one,  and  that  only  for  a  period  of  10  days.  The  record  in  the 
case  extends  over  several  thousand  pages  of  testimony  and  several 
hundred  exhibits,  including  a  large  amount  of  statistical  data. 

The  case  has  not  yet  been  submitted  by  the  Interstate  Commerce 
Commission.  It  cannot  be  charged  in  the  slightest  way  with  any  of  the 
delay  that  has  ensued.  I  have  no  doubt  that  this  Commission  will, 
alter  it  hears  oral  argument  on  the  exceptions,  reach  a  decision  which 
will  be  fair  to  the  government's  barge  line  and  give  it,  out  of  the  joint 
revenue,  a  portion  consistent  with  the  service  which  it  performs. 

I  have  no  sympathy  with  the  criticism  of  the  Interstate  Commerce 
Commission,  voiced  on  the  floor  of  the  House.  I  have  always  regarded 
the  Commission  as  .a  capable  and  impartial  tribunal  entitled  to  that 
high  respect  which  we  accord  to  courts  under  similar  circumstances. 
At  no  time  has  the  Commission  been  in  position  to  express  an  opinion 
upon  the  case.  The  tentative  report  of  the  examiner  is  simply  the 
recommendation  of  an  employe  of  the  Commission  and  for  which  the 
Commission  is  in  nowise  responsible. 

This  letter  is  already  too  long,  but  I  hope,  if  you  have  the  oppor- 
tunity privately  that  you  will  set  Mr.  Anthony  straight.  I  have  no 
desire  to  precipitate  any  debate  or  colloquy  with  Mr.  Anthony  over 
what  he  saw  fit  to  express  on  the  floor  of  the  House,  but  I  would  like 
to  have  him  know  that  the  Interstate  Commerce  Commission  is  not 
to  blame  because  the  case  has  not  been  already  decided.  While  I 
resent  the  suggestion  in  his  statement  that  as  "civilian  attorney"  for 
the  War  Department  I  was  interested  in  prolonging  the  disposition 
of  the  case,  that  is  of  no  importance,  compared  with  the  good  name  of 
the  Commission. 


WESTERN  GRAIN  CASE  REOPENED 

The  Traffic   World  Washington  Bureau 

The  Commission,  March  28,  reopened  the  western  grain  case 
to  the  extent  necessary  to  permit  consideration  of  the  petition 
of  the  carriers  for  a  modification  of  its  action  in  eliminating 
from  the  scope  of  the  order  that  part  of  Illinois  territory  em- 
braced within  the  western  district.  At  the  same  time  it  set 
that  application  for  hearing  in  Chicago,  April  10,  in  connection 
with  the  application  of  the  Illinois  commission  to  extend  the 
boundary  of  the  western  district  so  as  to  include  within  the 
scope  of  the  order  the  whole  of  the  state  of  Illinois,  which, 
however,  is  not  coextensive,  but  nearly  so,  with  Illinois  terri- 
tory. The  order,  practically  consolidating  the  two  things  for 
a  single  hearing,  was  issued  just  as  soon  as  the  routine  pre- 
scribed by  the  rules  of  the  Commission  could  be  observed. 

As  a  result  of  a  conference  between  Chairman  McChord 
and  members  of  the  Illinois  delegation  in  Congress,  the  Com- 
mission, as  told  briefly  in  The  Traffic  World  of  March  25,  decided 
on  a  hearing  at  Chicago,  April  10,  on  the  petition  of  the  Illi- 
nois commission  asking  that  the  benefits  of  the  federal  Com- 
mission's order  in  No.  12,929,  commonly  called  the  western 
grain  rate  case,  be  extended  to  the  whole  of  Illinois,  and  that 
the  rates  between  the  two  rate  parts  of  Illinois  be  those  pre- 
scribed for  western  territory  in  the  order  in  the  grain  case. 

The  application  of  the  state  commission  was  set  down  for 
hearing  March  24.  When  the  application  of  the  railroads  for 
the  elimination  of  the  whole  of  the  state  from  the  terms  of  the 
order  came  in,  the  Commission  cancelled  its  arrangement  to 
hold  a  hearing  March  24.  That  cancellation  stirred  the  Illinois 
commission  into  activity.  It  wired  every  member  of  Congress 
from  Illinois  asking  him  to  point  out  to  the  Commission  the 
great  interest  in  the  case  and  the  desirability  of  an  early 
hearing. 

Cancellation  of  the  hearing  set  for  March  24  was  made  on 
account  of  the  receipt  of  the  application  of  the  railroads  for  a 
modification  which  would  exclude  Illinois  from  the  terms  of 
the  western  grain  rate  case  order.  The  application  was  on  a 
matter  so  closely  related  to  the  subject  contained  in  the  Illinois 
commission's  petition  that  it  was  thought  useless  to  hold  a  hear- 
ing on  each.  The  application  of  the  carriers  could  not  be  set 
down  for  hearing  March  24  because  the  time  for  reply  by  the 
shippers  and  others  interested  to  their  application  would  not 
expire  until  after  March  24. 


ERIE    RAILROAD    LOAN 

The  Commission  has  amended  a  certificate  approving  a  loan 
of  $8,000,000  to  the  Erie  Railroad  Co.  so  as  to  authorize  the 
Secretary  of  the  Treasury  to  release  from  pledge  $5,000,000  of 
the  carrier's  consolidated  mortgage  7  per  cent  gold  bonds  and  to 
pledge  in  lieu  thereof  other  security.  The  authorization  was  re- 
quested in  order  to  enable  the  Erie  to  carry  out  its  plans  for 
meeting  the  maturity  of  $15,000,000  of  3-year  6  per  cent  gold 
notes  due  April  1. 


April  1. 
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Traffic  Lesson  No.  7 

Principles  of  Rate-Making  (Rate  Bases)— Seventh  Lesson  in  the  Course  Written  for  the  Traffic  World 

By  Grover  G.  Huebner,  Ph.  D.,  Professor  of  Transportation  and 

Commerce,  University  of  Pennsylvania — (Copyrighted) 


Although  individual  railroad  freight  rates  and  rate  struc- 
tures have  thus  far  been  made  largely  in  accordance  with  the 
competitive  forces  mentioned  in  the  preceding  lesson,  various 
fundamental  bases  are  also  considered  by  the  rate-making  au- 
tEorTtTesT"  "THdeedT  the  two  principal  bases — the  value  of  the 
service  and  the  cost  of  the  service — are  sometimes  advanced  as 
rate  theories  in  accordance  with  one  or  the  other  of  which  all 
rates  ought  to  be  made.  The  carriers,  however,  have,  in  prac- 
tice, not  adopted  either  principle  as  a  complete  rate  basis,  but 
have  regarded  both  as  rate  factors  entitled  to  consideration. 
The  Commission  likewise  has  not  thus  far  adopted  any  one 
rate  basis  as  an  all-inclusive  theory  for  the  establishment  of 
individual  rates  and  rate  structures. 

•f-   Value  of  Service 

The  carriers  have  always  Insisted  that,  provided  the  general 
level  of  their  charges  is  sufficiently  high  to  meet  their  revenue 
needs,  the  value  of  service  rather  than  the  cost  of  the  service 
must  be  the  chief  basis  of  railway  charges.  They  have,  how- 
ever, regarded  the  value  of  the  service  not  as  the  actual  point 
at  which  particular  rates  should  be  fixed,  but  as  the  maximum 
above  which  they  may  not  be  permanently  established.  In  fix- 
ing  rates  the  carriers  endeavor  to  ascertain  how  much  the 
transportation  service  Is  worth  to  the  shipper,  because  this 
value  indicates  the  highest  rat*  that  may  be  charged.  The 
actual  rates  charged  may  be,  and  in  most  Instances  are,  less 
than  the  full  value  of  the  service,  for,  as  was  formerly  indi- 
cated, they  are  usually  fixed  in  accordance  with  the  competitive 
or  commercial  forces. at  work.  Rates  are  not  ordinarily  fixed 
at  the  highest  possible  level,  for  commercial  requirements  and 
competitive  condition*  have  usually  pointed  to  a  lower  level, 
and  the  carriers  have  endeavored  to  charge  rates  that  will 
readily  move  all  existing  freight  and  result  In  a  further  devel- 
opment of  traffic.  It  is.  of  course,  evident  that  the  application 
of  the  "rule  of  rate-making"  contained  in  the  act  of  1910.  by 
subjecting  the  general  level  of  freight  rates  to  a  heavy  hori- 
xontal  advance,  has  greatly  affected  rate  structures  and  Indi- 
vidual rate  adjustments  for  the  time  being.  Many  rates  are 
gradually  being  readjusted  because  the  general  advance  of  1920 
raised  some  of  them  beyond  the  value  of  service  level. 

Originally,  the  principle  of  fixing  rates  according  to  the 
value  of  the  service  was  the  same  as  fixing  them  at  what  the 
traffic  will  bear,  but  in  later  years  the  two  Ideas  have  not  been 
Identical.  The  term,  "what  the  traffic  will  bear."  as  now  defined 
by  the  carriers.  Is  very  flexible.  While  the  value  of  the  service 
determined  the  maximum  level  of  rates,  the  rate-makers,  in 
jndging  what  the  traffic  will  bear,  look  to  the  future  develop- 
ment of  traffic  and.  except  when  raising  the  general  level  of 
•II  their  charges,  constantly  take  Into  consideration  the  com- 
petitive forces  mentioned  In  the  preceding 


bushel  higher  In  an'Atlantlc  seaboard  market  than  in  the  west 
ern  primary  grain  market  from  which  It  Is  shipped,  or  If  the 
price  of  cotton  Is  two  cents  a  pound  higher  in  New  England 
than  In  the  South,  the  carrier  may  estimate  the  necessary 
profits  and  Incidental  costs  of  the  business  and  assume  that 
the  remainder  represents  the  value  of  the  transportation  service 
between  the  shipping  point  and  the  market. 

There  are  four  main  reasons  why  the  carriers  regard  the 
value  of  tne  service  as  the  maximum  level  or  rreltht  rate* 
Mt^MrtBAAViACQninj£l£_J  i  for  the  rates  actually  c.h.aryp/l ' 
'!>  Tii.'  •  ••:•.::••'•:•.•.•  condlUoni  outTTneil  n  !.•-  in  Ffo  •'•  :r. 
qurntly  prevent  them  from  charging  rates  equal  to  the  full 
value  of  the  service.  (2)  It  usually  is  not  their  desire  to  charge 
the  highest  possible  rates  because  It  Is  not  to  their  Interest  to 
Interfere  with  the  healthy  growth  of  their  traffic.  (3)  There  are 
statutes  and  commissions,  federal  and  state,  that  would  prevent 
any  effort  to  fix  all  rates  In  accordance  with  the  value  of  the 
service.  (4)  The  value  of  transporting  a  commodity  from  one 
point  to  another  cannot  be  estimated  by  the  carriers  with  cer- 
tainty. Indeed,  the  differences  In  prices  are  not  a  scientific 
measure,  because  they.  In  many  Instances,  are  themselves  due, 
In  large  part,  to  the  freight  charges  that  exist  at  the  moment. 
To  depend  wholly  on  price  differences  may  result  In  an  endless 
chain  that  leads  to  no  definite  conclusion. 


Value  of  the  Commodity 

A  second  general  rate  basis — one  that  has  a  bearing  on 
both  th"  value  of  the  service  and  what  the  traffic  will  bear — 
Is  the  "value  of  the  commodity."  It  Is  evident  that,  in  many 


instances,  the  ability  of  an  article  to  pay  a  rate  is  related  to  its 
intrinsic  value.  It  may  cost  relatively  little  to  transport  a  ship- 
ment of  cloth,  clothing,  boots  and  shoes,  machine  tools,  or  other 
valuable  wares,  but  their  rates  are,  nevertheless,  higher  rela- 
tive to  the  cost  of  the  service  than  the  rates  on  low-grade  com- 
modities, such  as  grain,  hay,  sand,  stone  or  gravel,  the  value 
of  which,  compared  with  their  tonnage,  is  relatively  low.  The 
prices  of  valuable  articles  are  similarly  affected  less  by  an  ad- 
vance in  rates  than  those  of  commodities  of  low  value.  TJie. 
"value  of  the -Commodity"  is  an  important  rate  basigr-particu- 
larly  in  determining  the  relative  rates  on  different  commodities 
shipped  between  the  same  points — but  it  does  not  constitute  a 
complete  rate  theory.  It  is  chiefly  important  because  of  its 
bearing  on  what  the  traffic  will  bear  and  Is,  therefore,  considered 
by  the  carriers  as  one  among  many  rate  factors. 

32E    Cost  of  the  Service 

The  rate  basis  that  is  most  often  contrasted  with  the  value 
of  service  theory  is  the  contention  that  rates  should  be  based 
on  the  cost  of  the  service.  The  carriers,  however,  do  not,  in 
practice,  make  individual  rates  In  that  way — i.  e.,  they  do  not 
compute  the  expenses  incurred  in  handling  and  transporting  a 
particular  article  between  given  points,  add  to  this  an  amount 
sufficient  to  yield  a  fair  profit,  and  say  that  the  result  shall  be 
the  desired  freight  rate.  The  carriers  regard  the  cost  of  the 
service  as  only  one  among  various  rate  factors. 

When  fixing  a  particular  freight  rate,  the  carriers  may  have 
different  conceptions  of  "cost  of  service."  They  may  have  in 
mind  the  total  costs  Incurred  in  connection  with  a  commodity — 
terminal,  maintenance,  train  and  all  other  operating  costs,  and 
also  Interest  on  bonds,  rentals  and  all  other  fixed  charges.  Many 
of  these  costs  are  "Joint,"  in  that  they  are  not  incurred  in  con- 
nection with  any  Individual  article,  and  many  are  due  to  the 
passenger  as  well  as  to  the  freight  services.  To  prorate  them 
fairly  between  the  passenger  and  freight  services  is  a  difficult 
task  that  has  not  been  as  yet  accomplished  for  the  country's 
entire  railroad  system.  To  prorate  the  total  freight  costs — in 
case  they  were  fairly  determined — among  all  the  classes  of 
freight  and  commodities  handled  would  be  another  task  of  great 
difficulty  that  could  be  carried  out  ^Cth  only  approximate  ac- 
curacy. 

The  carriers  have,  thus  far,  made  no  endeavor  to  compel 
each  article  to  bear  its  full  share  of  the  expenses  incurred  by 
It.  both  because  their  accounts  do  not  show  what  the  total  costs 
Incurred  In  connection  with  all  the  different  items  of  freight 
are,  and  because  they  do  not  believe  that  Individual  rates  should 
be  based  on  the  total  cost  of  the  service.  Many  commodities, 
particularly  the  valuable  ones,  are  required  to  pay  more  than 
their  full  share  of  the  entire  cost  of  service,  and  others — the 
low-grade  articles,  mainly — take  rates  that  represent  less  than 
the  aggregate  expenses  Incurred  In  handling  and  transporting 
them.  The  carriers  contend  that  rates  must  be  made  primarily 
In  accordance  with  the  business  needs  of  the  country,  and  that 
If  all  the  bulky  low-class  commodities  were  obliged  to  bear 
their  full  share  of  the  cost  of  service  they  would  be  unable  to 
move  freely  and  would  necessitate  the  payment  of  exorbitant 
prices  for  many  of  the  raw  materials  of  Industry,  foodstuffs,  and 
other  low-grade  commodities.  The  carriers,  in  fixing  Individual 
rates,  have  recently  paid  somewhat  more  attention  to  the  ap- 
proximate cost  of  handling  and  hauling  particular  commodities 
than  in  the  past,  because  the  cost  of  service  principle  has  lately 
b+M  emphasized  by  the  public  regulative  bodies;  but  they  con- 
tinue to  regard  it  as  only  one  among  many  rate  factors. 

The  carriers,  in  fixing  particular  rates,  are  often  concerned 
primarily  with  the  special  or  so-called  "out-of-pocket"  or  "addi- 
tional" costs  that  are  Incurred  in  connection  with  a  shipment. 
They  do  not  require  each  article  to  pay  the  entire  costs  Incurred 
In  connection  with  It,  for  many  costs  will  continue  regardless 
of  whether  a  particular  shipment  Is  or  Is  not  made;  but  If  a 
commodity  will  move  at  a  rate  sufficiently  high  to  cover  the 
additional  costs  that  would  not  be  Incurred  If  the  article  were 
not  shipped  at  all,  then  the  railroad  traffic  man  usually  con- 
tends that  the  freight  Is  being  shipped  without  loss  to  the 
carrier.  It  Is  this  concept  of  the  railway  cost  of  service — the 
out-of-pocket  cost — that  the  carriers  regard  as  the.  true  mini- 
mum below  which  no  rates  should  be  fixed. 

The  aggregate  cost  of  service  Is  not  the  minimum  below 
which  particular  rates  may  not  be  established,  nor  is  it  tin- 
basis  on  which  particular  rates  are  constructed.  It  is  important, 
however,  as  the  minimum  below  which  the  ijejvecal  JeveJ  of  all 
rates  as  a  whole  may  not  go.  The  general  level  of  rates  must 
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bear  a  relationship  to  railroad  expenses,  for  revenue  as  a  whole 
must  in  the  long  run,  be  sufficient  to  pay  all  expenses  and  also 
vield'a  return  on  the  investment.  When  the  Commission  applies 
the  so-called  "rule  of  rate-making"  of  the  transportation  act 
of  1920—  i  e.,  adjusts  the  general  level  of  rates  with  reference 
to  the  revenue  needs  of  the  carriers—  it  is  virtually  applying 
the  aggregate  cost  of  service  as  a  general  rate  basis.  Particular 
or  individual  rates  and  rate  structures  have  not,  however,  beet 
adjusted  with  reference  to  the  aggregate  cost  of  service  incurre 
in  connection  with  each  particular  commodity  or  class 

77~    Distance  as  a  Rate  Factor 

There   are   various   additional   factors   that   are   frequentlj 
regarded  as  distinct  rate  bases,  though  they  are,  perhaps,  betl 
described  as  separate  phases  of  the  cost  of  service.    Distance 
for  example,  is  somewhat  advanced  as  a  rate  basis  on  the  groi 
hat  t  e  cost  of  the  service  is  related  to  the  length  of  the  haul. 
The  relationship,  however,  is  only  general      Freight  expenses 
from  this  standpoint  are  two-fold-termmal  and  1  hauling  coste. 
It  is  clear  that  the  former  are  not  related  to  the  dis         -  the 
freight   is   transported.     The   latter   bear   a   relationship   to   dis 
»  but  there  are   doubtless,  many  instances  in  which  hauling 


made  it  difficult  or  impossible  for  many 

$¥&s&  •ssss.         ' 

distance.  The  importance  of  ^'Stance  m  fix  ing  th  e  rra.tories 
long-distance  traffic  varies  widely  »  £fle.«rt  ^.^  rate 
It  will  be  seen  in  the  lessons  ae.i  "?s  T  k  Line  Ter- 

tinations  are  especially  long. 


Capitalization  as  a   Rate   Factor 


Capitalisation 

road  costs.    It  is  not  the        f°°     frequently  contended  that 
based,  and  railroad  traffic  mer   have  "equen   y        ^^     ^  .g 

there  is  no  ^^"^P^^^bonds  and  other  capital  cost, 
evident,  however,  that  mteres  "  t  had 

are  included  in  ^e  carrier     expenses  and  ha  ^  ^  ^ 
the  same  effect  on  the  genera^  ieve  dividends  on  capital 

elements  of  the  cost  of   service      w  arrier8  desire  to 


whole  or  on  all  those  located  within  such  rate  groups  or  terri- 
tories as  the  Commission  may  define.  The  general  level  of  rates 
has  been  advanced  by  the  Commission  with  a  view  to  carrying 
out  the  terms  of  this  act,  but  no  endeavor  was  made  to  adjust 
particular  rates  so  that  each  would  bear  a  definite  relation  to 
the  Investment  or  property  value  of  the  railroads. 
y]T"  Volume  of  Traffic  as  a  Rate  Factor 
The  volume  of  traffic  is  a  general  rate  factor,  because  of  Its 
bearing  on  both  the  cost  of  service  and  operating  revenues.  It 
does  not  invariably  follow  that  an  Increase  In  traffic  warrants  a 
lower  level  of  rates,  because  railway  expenses  do  not  depend 
entirely  on  the  volume  of  their  traffic;  but  the  carriers  have 
usually  been  able  to  transport  a  commodity  moved  In  large  vol- 
ume at  relatively  lower  rates  than  an  article  that  is  shipped  In 
small  quantities. 

yui  "  Public  Welfare  as  a  Rate  Factor 
The  public  welfare  is  still  another  consideration  that  is  fre- 
quently regarded  as  a  rate  basis.  It  is  general  in  character,  how- 
ever, and  it  is  impossible  to  determine  the  extent  to  which  it 
actually  influences  railway  charges.  Its  meaning  in  connection 
with  any  particular  rate  Is  open  to  wide  differences  of  opinion. 
The  carriers  contend  that  the  public  welfare  Is  promoted  by 
making  rates  in  accordance  with  the  various  competitive  forces 
that  are  considered  in  determining  what  the  traffic  will  bear. 
Shippers,  and  also  public  regulatory  bodies,  sometimes  disagree 
with  them.  All  are  agreed,  however,  that  rates  may  not,  in  the 
long  run,  be  made  to  the  distinct  sacrifice  of  the  general  public 
welfare. 

Summary  of  Rate  Factors 

The  factors  entering  into  the  making  of  the  individual  rates 
on  particular  commodities  or  classes  of  commodities  and  of  the 
rate  structures  which  will  be  described  in  subsequent  lessons 
may  be  summarized  as  follows:  (1)  The  general  maximum 
above  which  individual  rates  may  not  be  maintained  Is  deter- 
mined by  the  value  of  the  service,  except  when  a  lower  maxi- 
mum is  established  by  public  authority.  (2)  The  minimum  below 
which  they  may  not  go  is  the  additional  or  out-of-pocket  cost 
incurred.  (3)  The  actual  rates  charged  may  be  anywhere  be- 
tween the  maximum  and  minimum,  and  are  determined  mainly 
with  reference  to  the  competitive  or  commercial  and  industrial 
forces  mentioned  in  the  preceding  lesson,  and  the  value  of  com- 
modities at  "what  the  traffic  will  bear."  They  are,  however,  at 
times  influenced  by  their  possible  minima  and  maxima  as  de- 
fined above,  by  public  regulation,  by  considerations  of  public 
welfare,  distance,  returns  on  investment,  capitalization,  and  the 
volume  of  traffic.  The  extent  to  which  these  rate  bases  and  rate 
influences  are  considered  may  change  in  the  future,  but  there  is 
no  likelihood  that  all  rate  adjustments  can  ever  be  made  in  ac- 
cordance with  a  single  basis  or  principle. 

Under  the  terms  of  the  transportation  act  of  1920,  the  gen- 
eral level  of  freight  rates  is  now  adjusted  by  the  Commission 
primarily  with  a  view  to  yielding  a  fair  return  on  the  carriers' 
property  value,  as  defined  In  the  statute's  rule  of  rate-making. 
A  fluctuating  general  level  of  rates  may  be  expected  because  the 
net  railway  operating  revenues  of  the  railroads  as  a  whole,  or 
of  those  located  within  defined  rate  groups  or  territories,  de- 
pends not  only  on  the  actual  rates  charged,  but  also  on  the 
volume  of  railroad  traffic,  the  state  of  business  prosperity,  the 
general  level  of  railroad  wages,  the  cost  of  railroad  fuel,  ma- 
terials, and  supplies,  and  other  items  of  expense." 


generaMevel  of  rates,  yet  an  indirect  relationship  remains,  be- 
Ssethe  Commission,  when  determining  what  constitutes  a 
?aU  return  in  the  future,  Is  instructed  to  "give  due  considera- 
tion among  other  things,  to  the  transportation  needs  of  th 
country  and  the  necessity  ...  of  enlarging  such  facilities 
in  oi-der  to  provide  the  people  of  the  United  States  with  ade- 
quate  transportation." 

_gT    investment  of  Property  Value 

The  investment  or  the  property  value  of  the  railroads  is 
similarly  a  general  factor  that  influences  rates,  for  the  courts 
have  in  the  past,  ruled  that  the  carriers  are  entitled  to  a  fail- 
return  The  rulings  were  not  entirely  explicit  hi  that  no  fi 
definition  of  exactly  what  is  meant  by  investment,  value,  or  fair 
return  was  given,  and  the  approximate  value  of  the  railway 
property  of  the  entire  country  was  not  known.  In  the  absence 
of  explicit  definiteness,  the  desire  for  a  fair  return  on  invest- 
ment has  nevertheless,  had  a  bearing  on  the  general  level  of 
freight  rates  in  the  past.  This  relationship  is  at  present  more 
definite  than  It  formerly  was,  because  the  transportation  act  of 
1920  defines  the  rate  of  return  for  two  years  and,  thereafter,  in- 
structs the  Commission  to  establish  currently  a  fair  rate  of  re- 
turn; and  it  also  instructs  the  Commission  to  announce  the 
value  of  transportation  property  and  to  adjust  the  rates  of  the 
carriersr  so  as  to  yield  a  fair  return  on  all  such  properties  as  a 


SETTLEMENTS   WITH    CARRIERS 

The  United  States  Railroad  Administration  this  week  re- 
ported the  following  final  settlements,  and  has  paid  out  to  the 
several  roads  the  following  amounts:  Louisville,  Henderson  & 
St.  Louis  Railway  Co.,  $660,000;  Toledo  Terminal  Railroad  Co., 
$100,000;  Erie  Railroad  Co.  and  Lehigh  Valley  Railroad  Co.,  as 
joint  lessees  of  the  railroad  of  the  Buffalo  Creek  Railroad  Co., 
$185,000. 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  Includes  all  other 
disputed  items  as  between  the  Railroad  Administration  and  the 
railroad  companies  during  the  twenty-six  months  of  federal 
control. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $10,513.78  will  make  good  the  guaranty  to  the  Santa 
Maria  Valley  Railroad  Company  of  California. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $21,558.36  will  make  good  the  guaranty  to  the  Pacific 
Coast  Railway  Co.  of  California. 


CADIZ   RAILROAD  SECURITIES 

The  Cadiz  Railroad  Company  of  Kentucky  has  been  author- 
ized by  the  Commission  to  extend  the  maturity  of  a  $40,000 
promissory  note  from  February  1,  1922,  to  February  1,  1927; 
to  increase  the  rate  of  interest  from  5  to  6  per  cent,  and  to 
extend  for  the  same  period  of  maturity  of  a  first  mortgage  5 
per  cent  5-year  gold  bond  for  $40,000  pledged  as  security  for 
the  note,  which  is  held  by  the  Illinois  Central. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

Di«e*ti  taken  from  Reporter*  and  Digeitj  of  National  Reporter 

System.  publUhed  by  Wert  Publi.hing  Co..  St  P.ul  Minn 

Copyright  by  We«t  Publiihmg  Co.) 

• ' 

LOSS  OF  OR  INJURY  TO  GOODS 

Evidence   in   Action   for    Loss   of   Mule   that    Relation   of   Carrier 
Had   Begun   Held  to  Justify   Refusal   of  Nonsuit: 
(Supreme  Court  of  South  Carolina.)     In  an  action  against 
a  carrier  for  the   loss  of  a   mule,   evidence  that  the   carrier's 
gent  had   designated   the  car  and   instructed  plaintiff  to  load 
his  goods  therein,  and  that  plaintiff  had  done  so,  but  that  the 
a«ent  had  left  the  office  so  that  a  bill  of  lading  could  not  be 
obtained,  justifies   the  refusal  of  a  nonsuit.— White  et.  ux    vs 
Payne.  Director-General  of  Railroads.  110  S.  E.  Rep    463 
Instruction    Relation    Had    Been    Established    Held    to    Assume 
Question  for  Jury: 

Where  the  agent  of  the  carrier  testified  that  he  authorized 

plaintiff  to  load  his  househald  good*,  but  stated  he  desired  to 

supervise  the  loading  of  the  live  stock.  It  was  a  quetalon  for  the 

ury  whether  the  relationship  of  shipper  and  carrier  had  been 

stablished  as  to  plaintiff's  mule,  so  that  it  was  error,   In  an 

action  for  the  loss  of  the  mule,  to  charge  that  the  undisputed 

evidence  showed  that  such  relationship  had  been  established.— 

Ibid. 

Notation  on   Receipt  for  C.  O.   D.   Shipment  as  to  Amount  to   Be 
Collected    Not   Declaration   of   Value   Limiting    Liability: 
(Supreme  Court  of  Mississippi.  Division  A.)    Where  an  Inter- 
state common  carrier  of  express  accepted  an  Interstate  shipment 
the  value  of  $155.  Issuing  therefor  Its  receipt  containing  cer- 
tain recitals,  stipulations,  and  blank  spaces,  which  form  of  re- 
it  and  contents  had  been  authorized  by  the  Interstate  Com- 
erce  Commission,  assuming    to    act    under   the   authority  of 
nterstate  commerce  act  Feb.  4.  1887.  as  amended  by  the  Car- 
nack   amendment    (U.    8.   Comp.   St..   sec.   8604a,    8604aa).   and 
it  and  second   Cummins  amendments   (U.   8    Comp    St     sec 
85»2.  8604a).  which  form  of  receipt  had  been  publUhed  by  the 
**I>™*»  company  and  was  on  file  In  Its  offices,  as  well  as  with 
the   Interstate   Commerce   Commission.   In   which    receipt   there 
*  a  provision  giving  the  shipper  a  lower  rate  In  consideration 
f  a  declared  value  In  writing  by  the  shipper,  and  there  is  a 
blank  space  in  such  receipt  for  declared  or  released  value,  which 
space  was  left   blank,  and  In   the  blank  space  therein  for  the 
lame  of  the  consignee  there  was   Inserted.  "Collect   COD 
'  and  the  trunk  and  contents  were  lost   In   transit,  and 
ilpper  sued  the  express  company  for  their  full  value,  and 
«/ lt'r  defwi<la  on  tn«  around  that  the  limit  of  Its  liability 
the  amount  set  out  In  said  receipt  In  the  manner  above 
rcause   said    amount    represented    the   declared   or   re- 
*sed    value    by   the   shipper,   held,    the   receipt   upon    Its   face 
erutes  the  contention  of  the  express  company,  the  said  "C.  O.  D. 
"  not  appearing  on  the  line  Intended  for  such  declaration 
f  value,  but  on  the  line  Intended  for  the  name  of  consignee 
\  *SSH!!*&  the  furtl>'>r  '»«.  ••  «hown  by  the  evidence,  tho 
1    t>      entry  was  made  without  any  regard  to  value 
jlone  as  a  means  of  collecting  an  Indebtedness.— American 
ExprpM  To    vs.  Oalt.  90  8.  E.  Rep.  597 

Not  Released  from  Liability  for  Full  Value  for  Loss  of  Shipment 
Where  No  Value  Declared  by  Shipper  In  Writing: 

ntersute  Commerce  Commission,  assuming  to  act  un- 
Interstate  commerce  act   Feb.   4.   1887.  as  amended  by  the 
t  and  second   Cummins  amendments    (88  Stat.  1196.  and  39 
I    Comp.  St..  sec.  8592.  8604a).   which   provides, 
g  other  things,  full  compensation  to  an  Interstate  shipper 
s  of  or  damage  to  Roods  shipped,  except  as  to  certain 
character  of  goods  (which  Includes  the  kind  here  Involved)    as 
Ich  the  Commission  Is  given  power  to  authorize  the  car- 
ers to  maintain  rates,  depending  upon  the  value  of  the  prop- 
hipped,  declared  or  agreed  on  In   writing  by  the  shipper 
>  released  value  of  the  property.  In  which  case  such  declarn- 
agreement  shall   have  no  other  effect   than  to  limit  re- 
an  amount  not  exceeding  the  value  so  declared,  and 
tabllsh  rates  varying  with  such  declared  value,  authorized 
ess  companies  to  Issue  for  all  Interstate  shipments  a  uniform 
Ipt    with   a   blank  space   therein   for  the  insertion  of  such 
ired  or  released  value,  remaining  a  stipulation  that  "If  the 
desires   to   release   the  value  to   |50   for  any   shipment 
pounds  or  less,   or  not   exceeding  50   cents   per  pound 
weight,   for  any  shipment  in  excess  of  100  pounds,  the 
lt£V  £  r*l'*"«  by  Inserting  'not  exceeding  $50.'  or  'not 
Jlng   50   cents   per   pound.'   In   which   case   the   company's 
»   limited    to  an    amount   no.    exceeding   the   vahTw 
r  relea*.."  and   also  a  stipulation  that  "the  company 
1  not  pay  over  ISO  In   rase  of  loss  or  60  cents  per  pound 
for  any  sblpmont  In  excess  of  100  pounds,  unless 
a  greater  value  Is  declared  and  charges  for  such  greater  value 


paid,"  and  in  accordance  with  such  authority  such  a  receipt 
was  adopted  and  used  by  such  express  companies.  Held  that 
said  former  stipulation  was  a  substantial  compliance  with  said 
statute,  and  in  so  far  as  the  latter  stipulation  conflicts  there- 
with the  same  is  unauthorized,  the  purpose  of  said  statute  as 
amended  by  the  second  Cummins  amendment  being  to  afford 
the  shipper  full  value  for  any  loss  suffered  by  him  unless  he 
chooses  to  take  the  initiative  by  declaring  a  released  value  in 
writing;  that  the  shipper  is  given  the  active,  conscious  choosing 
whether  he  will  pay  the  lower  rate  and  recover  less  than  full 
value,  and,  if  he  so  elects,  he  sets  out  in  such  receipt  the  re- 
leased value,  and,  on  the  other  hand,  if  he  is  silent  either  from 
choice  or  ignorance,  he  pays  the  higher  rate,  which  carries  with 

the  right  to  recover  full  compensation  for  his  loss. — Ibid. 
In    Absence    of    Fraud    Limiting    Liability,    Carrier     Liable     for 
Jewelry   Which   It  Was    Not    Required    to    Carry    and    Not 
Shipped  According  to   Its   Rules: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  Although  a 
common  carrier  may  not  be  required  by  the  law  of  Georgia  to 
accept  for  intrastate  transportation  certain  articles  of  person- 
lity  of  a  designated  class,  but  does,  under  certain  prescribed 
•ules  and  regulations  of  its  own,  accept  such  articles  for  trans- 
portation, yet  where  a  common  carrier,  such  as  an  express 
company,  accepts  for  transportation  a  shipment  containing 
Jewelry,  an  article  within  such  excepted  class,  which  Jewelry, 
on  account  of  the  carrier's  Ignorance  of  the  contents  of  the 
shipment,  was  not  accepted  and  transported  in  accordance  with 
the  rules  and  regulations  required  for  shipping  and  transporting 
lewelry,  the  carrier  cannot,  In  the  absence  of  any  special  con- 
tract limiting  its  liability,  escape  liability  for  the  loss  of  the 
jewelry  while  in  transportation  upon  the  ground  that  such  arti- 
cles were  not  shipped  In  accordance  with  such  prescribed  rules 
governing  their  acceptance  and  shipment,  or  that  the  carrier 
was  not  required  by  law  to  accept  such  articles  for  shipment,  in 
the  absence  of  any  fraudulent  act  on  the  part  of  the  shipper 
inducing  the  carrier  to  believe  that  articles  of  such  excepted 
class  were  not  contained  In  the  shipment.— American  Ry  Ex- 
press Co.  vs.  Jones,  110  S.  E.  Rep.  513. 

Inference  of  Fraud  In  Shipping  Suitcase  Containing  Jewelry 
Without  Carrier's  Knowledge  Held  Unwarranted: 
Where  It  appeared  undisputed  from  the  agreed  statement 
f  facts  that  a  suitcase,  containing,  among  other  articles  of 
wearing  apparel,  certain  articles  of  Jewelry,  was  delivered  to 
an  express  company  for  the  purpose  of  transportation,  and  no 
Inquiry  was  made  by  the  carrier  as  to  the  contents  of  the  suit- 
case, and  no  representation  was  made  to  the  carrier  by  the 
consignor,  or  bis  agent,  as  to  the  contents  of  the  suitcase,  and 
where  the  declared  value  of  the  contents  of  the  shipment  ($100) 
was  greater  than  the  proved  value  of  the  articles  lost,  and  there 
were  no  circumstances  indicating  that  the  shipper,  while  not 
disclosing  the  contents  of  the  sultcaffe,  Intended  to  mislead  the 
carrier  as  to  the  nature  of  the  shipment,  and  it  being  reasonably 
Inferable  that  Jewelry  In  the  nature  of  wearing  apparel  is  con- 
tained In  a  suitcase,  a  Jury  could  not  Infer  that  any  fraud  was 
perpetrated  by  the  shipper  upon  the  carrier.  This  case  Is 
clearly  distinguishable  from  Southern  Express  Co.  vs.  Everett, 
17  Oa.  688:  Southern  Express  Co.  vs.  Wood,  98  Ga.  268.  25  S.  E. 
436;  Southern  Express  To.  vs.  Pope,  5  Ga.  App.  689,  63  S.  E.  809. 
— Ibid. 

Provisions  of  Uniform  Receipt  Limiting  Liability  Referred  to  in 
Receipt   Given    Not   Part  of  Contract: 

The  provisions  of  the  uniform  express  receipt  limiting  the 
carrier's  liability  for  loss  of  "Jewelry  •  •  •  or  other  matter 
of  extraordinary  value,"  which  receipt  Is  referred  to  In  the  re- 
ceipt for  the  shipment  given  by  the  carrier  to  the  shipper,  and 
declared  therein  to  be  applicable  to  the  shipment,  cannot.  In 
»  absence  of  a  special  agreement  thereto  by  the  shipper,  be 
regarded  as  a  part  of  the  contract,  or  as  a  limitation  of  the 
liability  imposed  by  law  upon  the  carrier.  Southern  Express 
Co.  vs.  Barnes,  86  Ga.  532;  Southern  Express  Co.  vs.  Purcell, 
37  Ga.  103.  92  Am.  Dec.  53.— Ibid. 


Jict  for  Plaintiff  Demanded: 

In  a  suit  by  the  shipper  against  the  carrier  to  recover  for 
the  loss  of  the  Jewelry,  a  verdict  for  the  plaintiff  was  demanded, 
udge  of  the  superior  court  did  not  err  In  sustaining 
the  plaintiff's  certlorarl  and  in  entering  final  Judgment  for  the 
plaintiff  for  the  proved  value  of  the  articles  lost.— Ibid. 
Carrier,  Though  Not  Authorized  to  Waive  Provision  of  Contract 
as   to   Claims,    Held    Estopped   to    Rely   on    Delay   In    Filing 
Claim   Due  to   Its  Statement  that  Plaintiff  Was  Not  Proper 
Party  to  File  It: 

(Court  of  Appeals   of  Georgia.   Division   No.   2.)     Where  a 
:t  of  shipment  made  by  a  shipper  with  a  common  carrier 
des  that  "Except  where  the  loss,  damage,  or  injury  com- 
.Ined   of   Is   due  to  delay  or  damage  while  being  loaded   or 
in  loaded,  or  damaged  In  transit  by  carelessness  or  negligence, 
ondltlons   precedent   to  recovery  claims  must  be  made  In 
the    originating    or    delivering    carrier    within    four 
»  after  delivery  of  the  property,  or,  In  case  of  failure  to 
lake  delivery,  then  within  four  months  after  a  reasonable  ttme 
"livery   has   elapsed."   and    where   the    shipper   attempts 
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within  the  required  time,  to  file  a  claim  with  one  of  the  carriers 
for  loss  or  damage  of  the  property  shipped,  and  is  prevented 
from  filing  the  claim  by  the  act  of  the  carrier  in  telling  him 
that  the  consignee,  and  not  the  shipper,  is  the  proper  person 
to  file  the  claim,  the  shipper  has  not,  by  reason  of  his  failure, 
on  account  of  the  act  of  the  carrier,  to  file  his  claim  in  writing 
within  the  required  time,  violated  the  provisions  of  the  con- 
tract, and,  while  the  carrier  cannot  waive  the  provisions  in  the 
contract,  it  is,  nevertheless,  without  having  waived  its  right  to 
exact  a  compliance  by  the  shipper  with  the  provisions  of  the 
contract,  estopped  by  its  conduct  from  defending  a  suit  by  the 
shipper,  upon  the  ground  that  no  claim  in  writing  had  been 
filed  within  the  time  required  by  the  contract. — Pope  vs.  Ameri- 
can Ry.  Express  Co.,  110  S.  E.  Rep.  514. 
Verdict  Erroneously  Directed,  and  Certiorari  Erroneously  Over- 

ruled: 

In  a  suit  by  the  shipper  against  the  carrier,  the  municipal 
court  erred  in  directing  a  verdict  for  the  defendant  and  the 
judge  of  the  superior  .court  erred  in  not  sustaining  the  plaintiff's 
certiorari. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
f.  Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 

Party  Participating  in  Injury  Cannot  Complain  of  Lack  of  Notice 

or  Departure  from  Pleadings: 

(Supreme  Court  of  Appeals  of  West  Virginia.)  The  Public 
Service  Commission,  in  a  proceeding  before  it  within  its  juris- 
diction, is  not  confined  to  the  immediate  scope  of  the  pleadings. 
It  may  enlarge  the  scope  of  the  inquiry;  and  where  the  party 
whose  interests  are  affected  was  before  the  commission,  par- 
ticipated in  the  inquiry,  and  made  full  defense,  it  cannot  com- 
plain of  the  lack  of  notice  of  the  proceedings  or  of  a  departure 
from  the  pleadings,  if  the  action  of  the  commission  was  within 
the  scope  of  such  inquiry. — Baltimore  &  O.  R.  Co.  vs.  Public 
Service  Commission  et  al.,  110  S.  E.  Rep.  475. 
Order  for  Switch  Held  Not  Objectionable  for  Want  of  Notice: 

Where  a  private  manufacturer  made  application  by  petition 
to  the  Public  Service  Commission,  praying  that  the  defendant 
railroad  company  be  required  to  establish  a  siding  or  switch  for 
the  use  of  the  applicant,  and  the  defendant  files  its  answer,  and 
both  applicant  and  defendant  proceed  before  the  Commission  to 
take  evidence  as  to  the  reasonable  necessity  of  a  public  siding 
or  switch  at  the  point  designated,  and  upon  final  hearing  the 
commission  orders  defendant  to  furnish  certain  supplies  and 
perform  part  of  the  work,  as  its  proportion  of  the  cost  of  con- 
structing such  siding,  and  upon  completion  thereof  to  operate 
such  switch  for  the  use  of  the  public  generally,  the  defendant 
cannot  complain  of  want  of  notice  or  of  opportunity  to  be  heard. 
—Ibid. 
Findings  Based  on  Evidence  Will  Not  Be  Disturbed  by  Supreme 

Court: 

Findings  of  fact  by  the  Public  Service  Commission,  based 
upon  evidence  to  support  them,  will  not  be  disturbed  upon  appeal 
to  this  court. — Ibid. 
Switch  for  Public  Use  Constructed  at  Expense  of  Railroad  and 

Private  Corporation  Not  a  Private  One: 

Where  the  Public  Service  Commission  requires  a  railroad 
company  to  contribute  a  portion  of  the  cost  of  constructing  a 
sidetrack  or  switch  for  the  use  of  the  public  generally,  in  con- 
nection with  its  main  track,  the  fact  that  the  remainder  of  the 
cost  is  to  be  borne  by  a  private  corporation  does  not  make  the 
sidetrack  a  private  one,  nor  is  it  a  taking  of  the  railroad  com- 
pany's property  for  private  use,  contrary  to  the  Fourteenth 
Amendment  to  the  Constitution  of  the  United  States. — Ibid. 
Compelling  Railroad  to  Furnish  Reasonably  Adequate  Public 

Facilities    Held    Not   Taking   of   Its   Property   Without   Com- 
pensation: 

An  enforced  discharge  by  a  railroad  company  of  its  duty 
to  provide  reasonably  adequate  facilities  for  serving  the  public 
does  not  amount  to  a  taking  of  property  without  compensation, 
contrary  to  the  Fourteenth  Amendment  of  the  Constitution  of 
the  United  States  or  the  Constitution  of  West  Virginia,  merely 
because  it  is  attended  with  some  expense. — Ibid. 
Evidence  In  Action  Involving  Right  to  Overcharges  on  Ship- 
ments Held  to  Prove  that  Defendant  Shipped  Goods  to 

Plaintiff,  Who   Paid  the   Freight: 

(St.  Louis  Court  of  Appeals,  Missouri.)  In  an  action  in- 
volving an  issue  as  to  whether  plaintiff  or  an  interpleader  de- 
fendant was  entitled  to  recover  overcharges  on  shipments  of 
railroad  ties  by  defendant  to  plaintiff,  evidence  held  to  prove 
that  such  defendant  purchased  and  shipped  ties  to  plaintiff  as 
plaintiff's  agent,  and  that  plaintiff  paid  the  freight. — Joyce-Wat- 


kins  Co.   vs.   P.   R.   Walsh  Tie  &   Timber   Co.    (Hughes  et  al., 
interveners),  236  S.  W.  Rep.  1105. 

Principal  to  Whom  Agent  Shipped  Ties  and  Who  Paid   Freight 
Was   Entitled  to   Recover   Excess   Freight  Charges: 
Where  agent  purchased  and  shipped  railroad  ties  to  prin- 
cipal,  who   paid   freight   thereon,    the   principal,   and    not    the 
agent,  was  entitled  to  recover  the  excess  freight  charges. — Ibid. 
Principal  to  Whom  Agent  Shipped  Ties  and  Who  Paid   Freight 
Held  Entitled  to  Excess  Freight  Charges  as  Against  Sellers: 
Where  agent  purchased   and   shipped   railroad  ties   to  prin- 
cipal,   who    paid    freight    charges,    and    where    goods    were    not 
shipped  in  the  name  of  the  sellers,  the  principal,  and  not  the 
sellers,    was    entitled   to   recover   excess   freight   charges. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Duty  of  Master  to   Examine   Barge,  and   Neither  Charterer  Nor 

Tug  Were  Liable  for  His  Failure: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  It  was  the  duty 
of  a  captain  of  a  chartered  barge,  as  a  part  of  the  husbandry 
thereof,  to  examine  her  at  the  end  of  a  trip  through  a  channel 
broken  through  ice  30  feet  wide,  before  leaving  her,  and  neither 
the  charterer  nor  the  tug  owner  was  chargeable  with  the  loss 
of  the  barge,  which  sunk  by  reason  of  slight  injuries  about  even 
with  the  load-water  line. — Dittmar  vs.  Sargent  et  al.,  277  Fed. 
Rep.  237. 
Ice  Damages  to  Barge  Held  Reasonable  Wear  and  Tear: 

A  man  who  charters  his  vessel  for  harbor  navigation  in 
New  York  in  the  winter  time  must  regard  careful  proper  navi- 
gation through  ice  fields  as  a  use  reasonably  to  be  expected, 
and  the  damage  caused  by  knocks  from  floating  ice  is  charge- 
able to  reasonable  wear  and  tear,  in  the  absence  of  unusual 
conditions  and  no  negligence  in  the  towing. — Ibid. 


COURT  REFUSES  TO  HEAR  TEXAS  CASE 

The  Traffic  World  Washington  Bureau 

The  Supreme  Court  of  the  United  States  has  denied  a  writ 
of  certiorari  to  the  Missouri,  Kansas  &  Texas  of  Texas,  to  bring 
up,  from  the  Supreme  court  of  Texas,  the  case  in  which  the 
M.  K.  &  T.  of  Texas  was  the  plaintiff  in  error  and  the  Piano 
Milling  Co.  and  J.  G.  Puterbaugh,  were  the  defendants  in  error. 
The  case  was  one  involving  a  loss  and  damage  claim  in  which 
the  defendants  in  error  obtained  judgment  against  the  Katy  on 
account  of  a  carload  of  corn  which  became  heated  and  lost  value 
because,  it  was  claimed  by  the  milling  company  and  Puterbaugh, 
an  assignee  of  claim,  it  was  held  so  long  at  Sherman,  Tex., 
through  the  negligence  of  the  Katy. 

The  car  was  diverted  In  transit  without  any  change  in  the 
original  billing  being  made  to  show  the  diversion.  The  car  did 
not  travel  by  the  expected  route  and  when  it  was  finally  received 
at  Sherman,  Tex.,  it  was  in  such  condition  that  it  was  rejected 
and  claim  made  by  the  owner  of  the  order  bill  of  lading  for 
difference  in  value  at  point  of  origin  and  at  destination.  The 
petitioning  carrier  claimed  federal  questions  were  involved  and 
that  the  Texas  courts  had  not  followed  the  decisions  of  the 
Supreme  Court  of  the  United  States. 


COMMISSION  EXCEEDS  AUTHORITY 

Senator  Cummins,  chairman  of  the  Senate  committee  on 
interstate  commerce,  has  had  printed  as  a  Senate  document 
the  decision  of  the  District  Court  of  the  United  States,  Northern 
District,  of  Ohio,  Eastern  division  (See  Traffic  World,  March  25, 
p.  674),  wherein  Circuit  Judge  Donahue  and  District  Judges 
Killits  and  Westenhaver  ruled  that  the  Interstate  Commerce 
Commission  exceeded  its  authority  under  the  transportation  act 
in  ordering  the  Pennsylvania-Ohio  Power  &  Light  Co.  to  increase 
its  intrastate  fares  on  its  electric  interurban  between  Hubbard 
and  Youngstown,  O.  After  discussing  the  facts  in  the  case,  the 
provisions  of  the  act  and  various  court  decisions,  the  judges 
said: 

The  question  here  is.  What  interstate  carriers  by  railroad  and  what 
classes  of  interstate  and  intrastate  traffic  are  brought  within  the 
jurisdiction  of  the  Interstate  Commerce  Commission?  This  is  a 
question  of  intention  and  Is  to  be  ascertained  from  the  provisions  of 
the  Interstate  Commerce  Act,  including  its  original  as  well  as  amended 
provisions  and  the  several  decisions  of  the  Supreme  Court  construing 
the  same.  The  decision  in  the  Wisconsin  Rate  case  rests  heavily,  if 
not  entirely,  upon  new  section  15a  and  new  section  20a,  both  of 
which  excluded  street  and  interurban  electric  railways  from  the  pur- 
view thereof  unless  operated  as  a  part  of  a  general  steam  railroad 
system  of  transportation  or  engaged  in  the  general  transportation  of 
freight.  The  newly  added  powers  and  duties,  including  those  con- 
ferred by  paragraphs  3  and  4  of  new  section  13,  apply  only  to  rail- 
roads of  a  certain  character  and  do  not  include  electric  street  and 
interurban  railways  unless  thus  engaged.  Assuming  for  the  pur- 
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.c  of  this  opinion  the  existence  in  Congress  of  a  power  to  include 
all  street  and  Interurban  electric  railways  and  to  Invalidate  all  mu- 
nicipal and  state  franchises  relating  to  purely  intrastate  traffic  upon 
the  principles  of  the  Shreveport  and  the  Wisconsin  Rate  casees,  never- 
theless the  intent  so  to  do  will  not  be  inferred  unless  and  except  so 
far  as  It  is  clearly  manifested. 

From  the  foregoing  considerations  we  deduce  these  conclusions: 
Electric  street,  suburban,  or  Interurban  railways  are  included  within 
"common  carriers  by  railroad,"  as  that  expression  is  used  in  section  1 
of  the  Interstate  Commerce  Act.  only  when  they  are  of  that  character 
and  engaged  in  that  kind  of  traffic  and  under  the  conditions  set  forth 
in  the  parts  of  the  Interstate  Commerce  Act  and  the  transportation 
act  of  1»JO  as  above  quoted.  They  must  be  operated  as  a  part  or 
parts  of  a  general  steam  railroad  system  of  transportation:  they 
must  be  engaged  in  the  general  business  of  transporting  freight  In 
addition  to  their  passenger  and  express  business:  or  they  must  be 
operated  as  a  part  of  a  general  steam  railroad  system  of  transporta- 
tion or  engaged  In  the  general  transportation  of  freight.  If  they  are 
not  thus  engaged  or  being  thus  operated,  they  are  not  within  the  act 
nor  within  the  Jurisdiction  conferred  on  the  Interstate  Commerce  Com- 
mission, even  though  they  may  be  engaged  in  Interstate  passenger 
business.  This,  it  seems  to  us.  is  the  only  proper  interpretation  and 
effect  of  the  several  amendments  to  the  Interstate  Commerce  Act  made 
since  the  decision  In  the  Omaha  Street  Railway  case.  In  that  case,  as 
already  stated.  It  was  left  a  query  as  to  whether  the  act  Included 
the  new  type  of  Interurban  railroad  developed  since  the  original  act 
was  passed,  which  operates  with  electricity  as  motive  power,  uses 
larger  cars,  and  runs  through  the  country  from  town  to  town,  enabling 
the  carrier  to  haul  passengers,  freight,  express,  and  mall  for  long 
distances  at  high  speed.  It  Is  true  that  Congress.  In  excluding 
electric  street  and  Interurban  railways,  did  not  use  this  descriptive 
language,  but  It  used  other  language  continuously  and  consistently 
which  does  exclude  all  electric  street  or  interurban  railways  which  do 
not  possess  these  dominating  characteristics:  that  Is  to  say,  that  are 
not  operated  as  a  part  of  a  general  steam  railroad  system  of  trans- 
portation or  are  not  engaged  In  the  general  transportation  of  freight 
In  addition  to  their  passenger  and  express  business.  It  seems  evident 
that  Congress  Intended  to  leave,  and  did  leave,  all  street  and  inter- 
urban electric  railways  not  thus  operated  nor  doing  business  of  that 
character  In  the  situation  of  which  they  were  left  bv  the  decision  In 
the  Omaha  Street  Railway  case.  This  conclusion  Is  greatly  strength- 
ened by  the  additions  to  the  Interstate  Commerce  Act  made  by  the 
transportation  act  of  1)20.  The  establishment  of  the  Labor  Board 
to  settle  controversies  between  carriers  and  employes,  the  guaranty 
for  a  limited  period  of  a  fixed  return  upon  railroads,  the  grouping  of 
railroads  Into  classes  and  requiring  rates  to  be  flxed  so  as  to  allow 
a  fair  return  to  be  earned  on  the  property  as  a  whole,  the  control 
assumed  and  exercised  •  .instruction  of  new  railroads,  and 

the  making  of  extensions  and  the  Issuance  and  sale  of  securities,  are 
aH  •  part  of  a  general  scheme  from  which  all  street  or  Interurban  elec- 
tric railways  are  excluded  unless  possessing  these  characteristics. 

The  remaining  Inquiry  Is  whether  or  not.  on  the  facts  found  by  the 
Interstat.  •  Commission,  the  defendant  railway  was  operated 

as  a  part  of  a  general  steam  railroad  system  of  transportation  or  was 
engaged  In  the  general  transportation  of  freight  In  addition  to  Its 
passenger  and  express  business.  Plainly  and  admittedly,  the  defend- 
ant railway  was  not  operated  as  a  part  of  a  general  system  of  steam 
railroads  for  transportation.  It  had  two  switching  connections,  one 
direct  and  the  other  over  a  private  siding,  with  the  New  York 

•ral.  a  system  of  steam  railroads,  but  It  was  Independently  op- 
erated, and  not  as  a  part  of  that  system.  Its  traffic  relations  with 
the  New  York  Central  were  limited  lo  receiving  over  these  switches  a 
few  carloads  of  Inbound  freight;  and  so  far  as  the  New  York  Central 
Is  concerned,  delivery  was  made  and  demurrage  began  to  run  as  soon 
as  those  cars  were  received  by  the  defendant  railway.  Nor  can  It 
be  said  upon  the  farts  found  that  the  defendant  railway  was  engaged 
In  the  general  transportation  of  freight  In  addition  to  Its  passenger 
and  express  business.  It  Is  true  that  the  Commission's  report  refers 
thereto  as  less-than-carload  freight,  but  this  freight  service  appears 
(o  have  consisted  of  packages  and  parcels,  and  Is  more  nearly  like 
that  which  Is  caBsd  express  than  freight  traffic.  In  any  event,  the 
amount  thereof  is  exceedingly  limited,  not  exceeding  u  per  cent  of  the 
gross  earnings  of  the  defendant  eompanv  --i  h  nn  Incidental  and 
relatively  Insignificant  and  unimportant  freight  business  cannot  be 
called  the  general  transportation  of  freight  In  addition  to  Its  ex- 
press business. 

Our  conclusion  Is  that  the  order  of  the  Interstate  Commerce  Com- 
mission Is  In  excess  of  any  power  and  Jurisdiction  conferred  upon  It 
by  the  Interstate  Commerce  Act.  and  Is  void  and  without  effect.  The 
motion  to  dismiss  will  be  denied  and  a  preliminary  Injunction  will  be 
granted  as  prayed. 


MILEAGE  BOOK  HEARING 

Tki  Tnfe   World   Wukimtfo*  Burn* 

Proponents  of  legislation  providing  for  the  Issuance  of 
mileage  book*  completed  their  presentation  of  testimony  before 
the  House  committee  on  interstate  and  foreign  commerce  March 
24.  The  last  witnesses  were  IX  K.  Clink,  secretary-treasurer, 
and  Walter  D.  Murphy,  president,  of  the  International  Federa- 
tion of  Commercial  Traveler*'  Associations.  Mr.  Clink  said  the 
organization  had  (50.000  members.  He  asked  for  a  26  per  cent 
discount  In  passenger  fares.  He  said  a  commercial  traveler,  on 
an  average,  covered  18,000  miles  a  year.  The  policy  of  the  rail- 
roads with  regard  to  passenger  fares,  he  declared.  Is  driving 
thousands  of  commercial  travelers  to  the  automobiles.  One  Chi- 
cago bouse,  he  said,  was  using  56  automobiles  for  Its  travelers. 

Criticism  of  the  practice  of  the  railroads  giving  pauses  to 
employes  and  members  of  tholr  families  was  made  at  the  hearing 
March  28  before  the  House  committee  on  Interstate  and  foreign 
commerce  on  mileage  book  legislation  when  Alfred  P.  Thorn, 
general  counsel,  and  E.  I.  Bevington.  chairman  of  the  Trans- 
continental Passenger  Association,  appeared  in  behalf  of  the 
railroads. 

Representative  Huddleston.  of  Alabama,  said  he  found,  in 
traveling,  that  half  the  people  in  the  coach  were  traveling  on 
passes,  after  he  had  suggested  that  the  issuance  of  passe* 
stimulated  passenger  travel.  Chairman  Wlnslow  said  the  rail- 
roads ought  to  cat  out  passes  to  local  physicians  and  lawyers 
who  devote  only  a  part  of  their  time  to  railroad  service. 

Mr.  Thorn  made  a  brief  ntatement  as  to  the  position  of  the 


railroads  with  reference  to  mileage  book  legislation.  He  said 
the  carriers  were  opposed  in  principle  to  the  character  of  legis- 
lation proposed,  but  that  they  did  not  desire  to  be  "contentious" 
about  it.  He  said  they  would  furnish  the  committee  as  a  mat- 
ter of  information  a  statement  as  to  the  effect  of  mileage  book 
legislation  as  viewed  by  the  railroads,  but  that  the  statement 
would  be  submitted  without  "argument  or  contention."  He  read 
a  letter,  however,  from  H.  J.  Hart,  general  counsel  for  the 
Bangor  &  Aroostook,  to  the  effect  that  passage  of  the  pending 
bill  would  have  a  disastrous  effect  on  the  passenger  revenues  of 
that  company.  Mr.  Thorn  said  he  read  the  letter  because  he 
had  not  had  opportunity  to  consult  with  Mr.  Hart. 

Mr.  Bevington  said  passenger  revenue  in  1920  totaled 
11,288,808,159  and  in  1921,  $1,153,752,002.  After  deducting  the 
surcharge,  commutation  and  excursion  traffic  collections,  he 
said  about  $1,000,000,000  of  passenger  revenue  would  be  left  and 
that  he  based  his  computations  as  to  the  effect  of  mileage  books 
on  the  revenue  of  the  railroads  on  that  amount.  He  said  it  was 
estimated  that  if  1,000-mile  books  were  sold  at  a  reduction  in 
fare  of  20  per  cent,  there  would  be  a  loss  in  revenue  annually 
of  $50,000,000.  If  a  reduction  of  30.5  per  cent  were  made,  the 
loss  would  be  $137,250,000,  he  said.  If  3,000-mile  books  were 
sold  at  a  20  per  cent  reduction,  he  said  the  loss  would  be  $30,- 
000,000,  and  on  a  30.5  per  cent  reduction,  $76,250,000.  The  loss 
resulting  from  a  20  per  cent  cut  on  5,000-mile  books,  he  said, 
would  be  $20,000.000.  and  on  a  30.5  per  cent  cut,  $38,125,000.  He 
explained  that  the  loss  would  decrease  on  the  larger  books  be- 
cause not  so  many  people  would  be  able  to  buy  them. 

When  mileage  books  were  sold  and  were  limited  as  to  inter- 
change thereof  with  other  railroads,  the  witness  said,  not  less 
than  2jO  per  cent  of  the  total  passenger  traffic  moved  on  mileage 
tickets,  and  in  some  instances  as  high  as  60  per  cent.  If  mileage 
books  were  issued  for  use  on  all  lines  throughout  the  country, 
he  said,  the  percentage  of  travel  moving  on  the  books  would 
be  much  greater.  He  said  if  mileage  books  were  issued  at  2% 
cents  a  mile,  they  would  be  used  to  defeat  the  local  and  interline 
one-way  fares.  He  said  the  loss  on  a  one-way  passenger  from 
New  York  to  Chicago,  if  books  were  issued  at  214  cents  a  mile, 
would  be  $10. 

Mr.  Bevington  did  not  believe  that  a  reduction  of  20  or  25 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  Insertion,  $1.00  per  line, 
minimum  charge  $1.00:  succeeding  Insertions,  per  line,  60c:  10  words  to 
the  line;  numbers  and  abbreviations  counted  as  words:  6  point  type; 
payable  In  advance.  Answers  to  keyed  advertisements  forwarded  free 
and  all  correspondence  held  In  strict  confidence.  THE  TRAFFIC 
\vmtl.D.  418  South  Market  Street.  Chicago.  111. 

•POSITION  WANTED— Witli  short  lln...  trucking  company  or  In- 
dustry, oy  accountnnt.  traveling  auditor  ninl  traffic  man.  Accurate 
and  ndni  on)  Includes  all  railroad  auditing.  Traffic  student, 

I •  '"  '•    1"  rating.     .Salary  moderate.     Address  FX-5-7.  Traffic 

I.  Chicago. 

POSITION  WANTED— Traffic  Mimaici-r.  exceptional  ulilllty. 
Twenty  years'  experience  Industrial,  export,  railroad:  desires  connec- 
tions with  live  ...nr.-rn  where  results  required  and  opportunity  offers 
Addn-mi  W.  K.  K.  133.  Trnftlc  World.  Chicago. 

WANTED— Thoroughly  trained  trafllc  man  to  take  financial  Inter- 
est in  and  manage  office  of  progressive  traffic  organization  In  east. 
A|'pl>  J  <V  II..  care  Traffic  World.  Chicago. 

POSITION  WANTED— Hy  young  man.  26.  In  Industrial  traffic  de- 
partment i.r  Chamber  of  Comsoeroe;  four  years'  railroad  experience. 
Graduate  A.  C.  A.  and  a  law  student.  Desires  position  win-re  .-an 
understudy  a  traffic  executive.  Middle  west  preferred.  Address  B.  P., 
Traffic  World.  Chicago. 

POSITION    WANTED—  Industrlnl    traffic    department.      At    present 

employed     Chief    Clerk,     traffic    department     railroad     In     Southwest. 

•texan  years'   experience.      IVslrous   securing   connections   with   some 

•trial  Institution  requiring  services  of  man  thoroughly  conveisant 

railroad    traffic    matters.      Age    33.    married.      Address    X    13,    Traffic 

World.  Chicago. 

POSITION  WANTED— In  railroad  or  Industrial  traffic  department. 
New  York  City  or  New  Knclnnd  preferred.  Young  man,  twenty-four. 
Broad  knowledge  of  transportation.  U  E.  r.  student  of  commerce. 
Limited  traffic  experience;  IS  years'  general  office  experience.  Ad- 
dress O.  K..  Traffic  World.  Chicago. 

•GENERAL  M  AN  ACER— Head  KX-5-7  above.  Address  FX-5-7. 
Let  me  give  you  data.  Judge  for  yourself. 


SAVANNAH,      GEORGIA 

Storage     Pool  Cars  Our  Specialty 

H.  H.  BRADLEY  &  CO. 


Personal  Service 
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per  cent  would  stimulate  travel  greatly.  He  said  there  was  no 
doubt  but  that  tourist  and  convention  rates  stimulated  travel, 
but  that  he  did  not  believe  a  reduction  in  the  basic  rate  per  mile 
would  do  so.  He  said  if  the  bill  were  passed,  it  would  practically 
be  legislating  as  to  the  basic  rate  per  mile.  In  answer  to  questions 
he  said  no  doubt  a  lower  rate  would  stimulate  travel  somewhat. 

Representative  Huddleston  pointed  out  that  whether  or  not 
traffic  would  be  stimulated  by  a  reduction  depended  on  economic 
conditions.  He  then  referred  to  the  issuance  of  passes,  asking 
whether  that  did  not  stimulate  travel. 

"It  did  in  the  old  days,"  said  Mr.  Bevington,  referring  to 
the  period  before  the  anti-pass  legislation  was  enacted. 

Representative  Cooper  asked  what  increase  in  travel  the 
roads  would  have  to  have  to  make  up  for  a  reduction  to  2% 
cents,  and  the  witness  said  43  per  cent  over  the  present  volume 
of  travel. 

Chairman  Winslow  said  if  the  railroads  had  to  put  on  addi- 
tional equipment  and  crews,  the  revenues  would  have  to  be  fur- 
ther increased  to  make  up  for  the  extra  cost  of  operation. 

Representative  Johnson,  of  Mississippi,  after  having  Mr. 
Bevington  explain  what  the  duties  of  his  position  were,  asked 
him  what  his  salary  was.  This  resulted  in  a  lengthy  debate 
among  the  members  of  the  committee  as  to  whether  the  witness 
should  be  required  to  answer,  most  of  them  taking  the  position 
that  the  question  related  to  the  personal  affairs  of  Mr.  Beving- 
ton and  that  at  least  he  should  not  be  required  to  answer  unless 
he  desired  to  do  so  freely. 

Whereupon  Mr.  Johnson  asserted  that  before  the  transporta- 
tion act  was  passed  one  railroad  official  was  getting  $125,000  a 
year  and  that  a  number  were  getting  $50,000  a  year.  He  said 
that  in  view  of  the  fact  that  the  transportation  act  "guaranteed" 
a  return  to  the  railroads  the  public  had  the  right  to  know  what 
salaries  were  being  paid.  He  said  he  would  not  have  asked  the 
question  if  the  law  had  not  provided  for  a  "guarantee,"  but  that 
if  "fabulous"  salaries  were  being  paid  and  the  railroads  were 
refusing  at  the  same  time  to  reduce  rates,  the  public  had  a  right 
to  know  it 

Chairman  Winslpw ruled  that  the  question  was  in  order,  but 
that  he  felt  the  witness  should  be  allowed  discretion  as  to 
answering  it. 

"I  could  have  ended  this  debate  some  time  ago,  gentlemen," 
said  Mr.  Bevington.  "After  35  years  of  service  -with  the  rail- 
roads, I  am  getting  the  munificent  salary  of  $9,000  a  year." 

Representative  Hawes  said  he  believed  the  Interstate  Com- 
merce Commission  should  take  the  question  up  to  the  end  that 
Mr.  Bevington 'would  get  an  increase  in  pay. 

Mr.  Johnson  then  moved  that  all  the  debate  of  the  com- 
mittee members  as  to  whether  or  not  Mr.  Bevington  should 
answer  the  question  be  stricken  from  the  record,  leaving  it 
showing  only  the  original  question  and  the  final  answer  of  the 
witness.  By  unanimous  consent  this  was  ordered  by  the  chair- 
man. Mr.  Johnson  did  not  say  whether  or  not  $9,000  was  a 
"fabulous"  salary,  but  his  action  in  moving  that  the  record  be 
deleted  as  to  the  debate  on  the  question  was  taken  to  indicate 
that  he  did  not  believe  that  Mr.  Bevington's  salary  came  in  that 
class. 

Numerous  reasons  why  sale  of  mileage  book  tickets  at  re- 
duced rates  would  be  objectionable  were  put  forth  by  Mr.  Bev- 
ington on  his  second  day  before  the  committee.  In  answer  to 
•  the  assertion  that  mileage  books  would  increase  travel  by  com- 
mercial travelers,  he  said  the  movement  of  a  traveling  salesman 
was  controlled  by  his  own  interests,  the  interests  of  his  firm 
and  by  general  business  conditions.  Furthermore,  he  said,  trans- 
portation is  but  one  item  of  cost  of  travel. 

Abuses  in  checking  of  baggage  would  follow  issuance  of 
mileage  books,  the  witness  said.  He  pointed  out  that  the  holder 
of  a  book  could  check  baggage  over  a  road  not  traveled  by  the) 
holder  and  that  commercial  houses  could  ship  baggage  from 
one  point  to  another  on  a  mileage  book  ticket  although  no  one 
traveled  between  the  two  points,  the  ticket,  after  being  punched 
for  baggage,  being  used  over  another  route. 

Mr.  Bevington  said  the  point  had  been  raised  that  the  rail- 
roads would  benefit  by  the  interest  received  on  mileage  hook 
receipts.  He  estimated  that  the  theoretical  value  to  the  rail- 
roads per  mileage  book  for  the  use  of  the  money  received  there- 
for would  be  1.4  cents  and  that  that  did  not  take  into  considera- 
tion the  cost  of  accounting  which  he  estimated  at  $1,000,000  a 
year  for  the  roads  as  a  whole. 

Ben  B.  Cain,  in  behalf  of  the  American  Short  Line  Railroad 
Association,  submitted  the  objections  of  the  short  lines  to  the  bill. 
He  said  the  short  lines  in  many  instances  served  resorts  and 
that  holders  of  mileage  books  would  interchange  them  and  de- 
feat the  regular  fare.  He  also  said  holders  would  ship  baggage 
over  one  route,  and  perhaps  travel  between  the  two  points  by 
automobile  and  then  use  the  ticket  punched  for  baggage  over 
some  other  route.  The  expense  of  accounting  work  necessary  If 
mileage  books  were  sold,  he  said,  would  bear  heavily  on  the 
short  lines.  He  suggested  that  the  bill  be  amended  to  provide 
that  the  Interstate  Commerce  Commission  could  exempt  any  car- 
rier from  the  requirement  of  selling  mileage  books  or  accepting 


mileage  book  tickets  where  it  was  shown  that  because  of  inade- 
quate revenue  or  other  good  cause,  the  carrier  should  be  exempted. 
Mr.  Cain  also  suggested  that  the  bill  be  amended  so  that 
users  of  mileage  books  would  have  to  buy  regular  tickets  with 
scrip.  The  scrip  would  not  be  good  on  trains.  This  provision, 
he  pointed  out,  would  prevent  abuses  as  to  the  carriage  of  bag- 
gage. The  American  Electric  Railway  Association  approved  the 
recommendations  of  the  short  lines. 


HEARINGS  ON  BACHARACH  BILL 

The  Traffic   World  Washington  Bureau 

After  witnesses  had  been  heard  in  opposition  to  and  in  favor 
of  the  Bacharach  bill  barring  federal  courts  from  acting  on 
petitions  to  set  aside  orders  of  state  commissions,  the  House 
judiciary  committee  announced  this  week  that  hearings  would 
be  resumed  in  one  month.  (See  Traffic  World,  March  25,  p.  652.) 
Representatives  of  the  National  Investment  Bankers'  Association 
and  public  utilities  appeared  against  the  measure.  The  con- 
stituyonality  of  the  proposed  legislation  was  attacked  by  former 
United  States  Senator  Thomas  of  Colorado.  Clyde  M.  Reed, 
chairman  of  the  Kansas  commission,  appeared  in  support  of 
the  bill. 


Personal  Notes 


The  annual  meeting  of  the  Traffic  Club  of  Chicago  was  held 
Tuesday  evening,  March  28,  in  the  ballroom  of  the  La  Salle 

Hotel,  four  hundred 
and  fifty  members 
being  present.  There 
was  a  dinner  preced- 
ing the  meeting  and 
an  entertainment 
afterwards.  The  re- 
sult of  the  election, 
held  earlier  in  the 
day,  was  announced 
as  follows,  there  be- 
ing but  one  ticket  in 
the  field:  President, 
J.  A.  Brough,  traffic 
manager,  Crane  Com- 
pany; first  vice-presi- 
dent, E.  K.  Fleming, 
general  agent,  Chi- 
cago, Burlington  & 
Quincy  R.  R.  Co.; 
second  vice-president. 
Charles  E.  Barnes, 
Warehouse  Depart- 
ment, Peter  Schoen- 
hofen  Brewing  Com- 
pany; third  vice-pres- 

J.   A.    BROUGH  ident-  E-   L-  Whitney, 

assistant     general 

freight  agent,  New  York  Central  R.  R.  Co.;  secretary,  E.  S. 
Buckmaster,  assistant  general  agent,  American  Railway  Express 
Co.;  treasurer,  R.  J.  Wallace,  traffic  manager,  Jaques  Manufac- 
turing Company;  directors  for  two  years,  R.  B.  Robertson,  assist- 
ant freight  traffic  manager.  Union  Pacific  System;  J.  F.  Coyken- 
dall,  treasurer,  Chicago  Great  Western  R.  R.  Company;  B.  S. 
Garvey,  vice-president,  Illinois  Bell  Telephone  Company;  H.  H. 
Bascom,  traffic  manager,  Steel  &  Tube  Company  of  America. 

J.  L.  Wells  has  been  appointed  traveling  freight  agent  for 
the  Atlantic  Coast  Line,  at  Miami,  Fla. 

F.  G.  Dorety  has  been  appointed  general  solicitor  for  the 
Great  Northern.  A.  L.  Janes  has  been  appointed  assistant  gen- 
eral counsel  and  R.  J.  Hagman,  assistant  general  solicitor  for 
the  same  line,  at  St.  Paul. 

William  Fitzgerald  has  been  appointed  assistant  general 
freight  agent  for  the  Chesapeake  &  Ohio,  at  Richmond,  Va. 

Webb  C.  Ball,  originator  of  the  present  system  of  standardi- 
zation of  watches  and  clocks  by  which  the  railroads  are  operated, 
and  founder  of  the  Official  Bureau  of  Railorad  Timer  Service, 
died,  March  7,  at  Cleveland,  Ohio. 

E.  A.  Terpenning  has  been  appointed  traveling  agent  for  the 
New  York  Despatch  Refrigerator  Line  and  the  National  Despatch 
Refrigerator  Line,  at  New  York. 

M.  L.  Countryman  has  been  elected  vice-president  and  gen- 
eral counsel  for  the  Great  Northern,  succeeding  E.  C.  Lindley, 
who  resigned. 

C.  E.  Stillman,  general  freight  and  passenger  agent  for  the 
Susquehanna  &  New  York  Railroad,  died  at  New  York,  March  20. 

J.  H.  Barrett  has  been  appointed  traffic  manager  for  th« 
Southeastern  Express  Co.,  succeeding  G.  H.  Kerr,  who  resigned 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Custom*  House  Brokers,  Forwarding 
and  Clearing  House  Agent* 

LAREDO,  TEXAS 

Branch*.  In  all   Principal  Citi**  In  th«  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
•ervice  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


The  Port  of 
HOUSTON,  TEXAS 


STATISTICS 


\Vhut  ilo  they  mean? 

The>  r-  M--I  t  the  net  result  without  explanation!,  excuses  or 
argument*. 

-hipping  world  I*  experiencing  a  depression. 
But  what  do  the  statistic*  of  the  Port  of  Houston  (how? 

January.  1M1.  15  Arrival*  and  Departure*,  carrying  85,398 
ton*  of  freight. 

January.  HI*.  (3  Arrival*  and  Dennrture*  carrying  145.848 
ton*  of  freight. 

Almost  double.  Is  It  not? 

Again, 

Kebrunry.  1911.  !"<  Arrival*  and  Departure*,  carrying  r.2.767 
tun*  of  freight. 

iary.   1*H.   SS    Arrival*  and    Departure*,   carrying    113.201 
ton*  of  freight. 

Thl*  I*  more  than  double,.  I*  It  not? 

Houston's  public  wharfage  facilities  arc  modern  and  are  the 
t~-»t  fln--proof  construction  denlgned  to  give  quick  servi' •••  tu 
IK, it,  jinlp*  and  chipper*. 

Of  what  do  these  facllltle*  con*l*t? 

l.tSO  lineal  feet  of  wharf  apace. 
4(1.070  *quare  feet  of  covered   dock   ipace. 
108.80*  *quare  feet  of  open   dock    space. 
101.103  *quara  fcet  of  concrete    sprinkled    warehoiiBe    space. 

I    miles  of  municipal  railway   trackage. 
Shl|.p  i. 'Unity    cotton   coiiipre**. 

Km  I  ml  l.'inkerltiK  itatlon.  Bunker*  and  cargo  can  be  taken 
at  the  same  time. 

Six  escalator*  *peed  the  handling  of  cargo  to  and  from  aide 
port  ve**el*. 

Twf-nty  ton  traveling  crane  for  heavy  weight*,  locomotive 
crane  for  uhlpalde  and  yard  work. 

A.  <iirate   railway    track   arale*  at   the  wharve*. 

t'nder  Construction: 

wharf.  500  feet  long.  8C.400  square  feet  of  covered  ipace 
"."0.000  hnxhel  grain  elevator  with  conveyor  to  dock; 
will  be  In  operation  by  Auguat. 

Knlarged  cotton  wharf.  120x800  square  feet  of  covered  space; 
will  be  In  operation  by  May. 

'•..n\.),,r   with   capacity   of  90   ton*   per  hour  being    Installed 
to  connect   wharf  and    rom-rete   ctorage   warelj. 
High   power  piling   and   stacking  machine*  being  constructed. 

•  barges  are  reasonable.     No  dockage  Is  charged  against 
ships   except    for  Idle    time.     Wharfage   Is   charged   according   to 
tariff    which    may    be    obtained    by    application    to    the    City    of 
Houston    Harbor    Department.      Water    twenty    cents    per    1000 
gallons.      Kiti- en  da> s'    free   storage  on  docks. 
Mr.  Traffic  Man  why   not  ask  us  some  questions? 
Address  the 

DIRECTOR  OF  THE  PORT 

CITY  HALL,  HOUSTON,  TEXAS 
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to  accept  service  with  the  Southern  Railway.  Mr.  Barrett  has 
been  succeeded,  as  assistant  traffic  manager,  by  O.  C.  Brohaugh. 

E.  A.  Shepherd,  general  controller  of  the  U.  S.  Shipping 
Hoard  Emergency  Fleet  Corporation,  has  retired  from  that  posi- 
tion to  do  special  work  for  the  board.  L.  M.  Stevens,  general 
auditor,  has  been  made  acting  general  controller. 

J.  A.  MacGregor  has  been  appointed  district  freight  agent 
for  the  Canadian  Pacific  Railway  Co.  and  its  affiliated  lines,  and 
has  taken  charge  of  the  newly  opened  district  freight  office  of 
those  roads,  at  Indianapolis. 

At  a  meeting  of  the  board  of  directors  of  the  Arizona  East- 
ern Railroad  Company,  C.  M.  Scott  was  elected  vice-president  to 
nil  the  vacancy  caused  by  the  retirement  of  L.  H.  Long;  this 
in  addition  to  Mr.  Scott's  present  office  of  general  manager.  Mr. 
Scott's  headquarters  will  be  at  Phoenix. 

DOINGS   OF   THE   TRAFFIC   CLUBS 

The  annual  meeting  and  election  of  officers  of  the  Marion, 
Ohio,  Traffic  Club  will  be  held  in  connection  with  a  banquet  at 
the  Busy  Bee,  April  6. 

The  New  Jersey  Industrial  Traffic  League  has  made  a  change 
in  the  time  of  its  meetings.  Hereafter  they  will  be  held  in  con- 
nection with  dinner  at  six  o'clock.  The  first  meeting  under 
the  new  plan  will  be  held  at  the  Berwich  Hotel,  Newark,  April  6. 

The  Grand  Rapids  Traffic  Club  has  elected  the  following  of- 
ficers: President,  Harry  E.  Willard;  vice-presidents,  Clare  J.  Hall 
and  William  Vyn;  secretary,  Walter  H.  Cowdin;  treasurer, 
Prank  E.  Coombs. 


The  New  York  University  Transportation  Club  will  hold  its 
third  open  forum  meeting  at  New  York  University,  April  6.  T. 
B.  Brenack,  president,  Brenack  Stevedoring  &  Export  Packing  Co., 
will  speak  on  "Boxing  and  Packing  as  Related  to  Traffic."  Robert 
Craft,  traffic  manager,  D.  C.  Andrews  &  Co.;  will  speak  on  "Ex- 
port and  Import  Freights." 

The  third  annual  meeting  of  the  Burlington,  Iowa,  Shippers' 
Association  was  held  at  the  Hotel  Burlington,  March  14.  The 
speakers  were  Ralph  M.  Field,  traffic  manager,  Burlington  Cham- 
ber of  Commerce;  Joseph  H.  Beek,  executive  secretary,  National 
Industrial  Traffic  League,  and  Louis  Lau,  astrologer  and  lexi- 
ographer.  George  A.  Blair,  general  traffic  manager,  Wilson  & 
Co.,  was  toastmaster. 

At  the  meeting  of  the  Transportation  Club  of  Louisville, 
held  at  the  Tyler  Hotel,  March  21,  F.  L.  Speiden,  agent,  Louis- 
ville Tariff  Bureau,  spoke  on  "Freight  Rates  vs.  Business."  J. 
G.  Kerr,  assistant  general  freight  agent,  L.  &  N.,  spoke  on  "Louis- 
ville's Advantages  from  a  Rate  Adjustment  Standpoint."  The 
club  has  joined  in  the  drive  for  funds  for  devastated  France, 
selecting  Miss  Adalisia  Shacklette,  an  employe  of  the  L.  &  N.,  as 
its  candidate  for  the  most  popular  self-supporting  young  woman 
in  Louisville. 


W.  J.  L.  Banham,  of  New  York,  chairman  of  the  committee 
working  for  the  organization  of  a  national  association  of  traffic 
clubs,  reports  that  he  has  sent  letters  to  73  traffic  clubs,  with  the 
result  that  New  York,  Chicago,  Dayton,  Kansas  City,  Minne- 
apolis, Newark,  New  England,  St.  Louis,  Troy,  York,  and  Pitts- 
burg  have  appointed  delegates  to  the  proposed  organization  meet- 
ing; Decatur,  Denver,  El  Paso,  Utica,  Elmira,  and  Louisville, 
"subject  to  approval  of  dues  by  organization";  Atlanta,  Balti- 
more, Los  Angeles,  Memphis,  Waco,  Detroit,  Peoria,  and  Port- 
land, "approved  by  members  and  referred  to  executive  board"; 
Cleveland,  Ft.  Worth,  Houston,  Indianapolis,  Kalamazoo,  Lansing, 
Pacific  Transportation  Club  (San  Francisco),  Spokane,  Washing- 
ton, and  Jersey  City,  "before  board  of  governors — no  action  taken 
to  date."  He  has  had  41  replies  to  his  73  letters.  New  York  has 
appointed  its  president,  T.  T.  Harkradder,  and  its  secretary,  C. 
A.  Swope,  as  delegates  to  the  national  organization  meeting,  and 
the  club,  at  a  meeting  March  28,  endorsed  the  movement. 


The  annual  dinner  of  the  Traffic  Club  of  Pittsburgh,  always 
an  event  of  nation-wide  interest  in  transportation  and  traffic 
circles,  is  scheduled  for  Thursday,  April  20,  in  the  William  Penn 
Hotel.  Arthur  W.  Thompson,  president  of  the  Philadelphia  Com- 
pany, will  officiate  as  toastmaster  and  special  guests  of  the  occa- 
sion will  be  Dwight  B.  Morrow,  of  the  J.  P.  Morgan  &  Co.,  New 
York,  and  Charles  Donnely,  president  of  the  Northern  Pacific 
Railway,  both  of  whom  will  address  the  diners.  This  function 
will  be  the  twentieth  event  of  the  kind  in  the  history  of  the  or- 
ganization. The  presence  of  many  guests  is  assured. 


CENTRAL  OF  GA.  EQUIPMENT  CERTIFICATES 
The  Central  of  Georgia  has  been  authorized  by  the  Commis- 
sion to  assume  liability  in  respect  of  $660,000  of  5%  per  cent 
equipment  trust  certificates  in  connection  with  the  acquisition 
of  500  steel  underframe  ventilated  box  cars  at  a  total  estimated 
cost  of  $825,000. 


EMERGENCY  RANGE   CATTLE   RATES 

The   Traffic    World   Washington  Bureau 

Application  has  been  made  by  the  live  stock  interests  of  the 
southwest  for  a  restoration  of  the  so-called  emergency  rates  on 
range  cattle  that  were  made  by  the  railroads  last  spring,  when 
the  industry  was  said  to  be  far  more  flat  than  a  flounder.  The 
emergency  rates  were  those  in  effect  prior  to  Ex  Parte  74.  The 
movement  of  cattle  from  the  breeding  ranges  in  the  southwest 
to  the  pastures  in  Oklahoma,  Kansas,  the  Dakotas  and  Nebraska 
was  disappointingly  small. 

A  long  conference  on  the  subject  was  held  March  29  by  Chair- 
man McChord  and  Director  Hardie  with  representatives  of  the 
live  stock  associations  and  the  railroads.  The  application  was 
filed  by  Samuel  H.  Cowan  and  backed  by  Clifford  Thome,  John 
E.  Benton,  E.  B.  Spiller,  T.  W.  Tomlinson  and  other  representa- 
tives of  state  commissions  and  live  stock  organizations. 

Edward  Chambers,  L.  J.  Spence,  and  Conrad  E.  Spens  took 
the  part  of  the  railroads  in  opposition  to  the  request,  although 
they  were  not  unalterably  opposed.  They  were  willing  to  listen 
to  what  the  stock  men  had  to  say.  Technically  the  application 
was  for  an  extension  of  the  20  per  cent  reduction  ordered  in 
the  Western  Live  Stock  case,  to  all  hauls.  The  Commission,  in 
its  order,  limited  its  application  to  rates  of  50  cents  per  100 
pounds  or  in  excess  thereto.  The  fact  that  the  applicants  desired 
the  elimination  of  Ex  Parte  74  increases  was  developed  at  the 
conference  which  was  attended,  in  behalf  of  constituents  by 
Senator  Ashurst  of  Arizona,  Representative  Hudspeth  and  Repre- 
sentative Jones  of  Texas,  whose  constituents  are  very  largely  in- 
terested in  the  cattle  business. 

"Last  year  when  the  rates  were  reduced  we  had  not  a  dol- 
lar with  which  to  do  any  business,"  said  Mr.  Cowan.  "Now  the 
cattle  men  are  able  to  finance  operations  but  they  cannot  pay 
these  high  rates.  Last  year  they  could  do  nothing  at  all  because 
they  were  disappointed  in  their  plans  for  financing  the  operations 
they  desired  to  undertake.  This  year  the  War  Finance  Corpora- 
tion is  providing  money,  but  not  enough  to  enable  the  industry 
to  do  much  without  help  from  the  transportation  interests." 

During  the  conference  it  was  pointed  out  that  most  of  the 
originating  roads,  last  year  earned  a  very  fair  return  on  their 
investment,  except  the  Texas,  Mexico  &  Orient,  for  which  con- 
gressional influence  was  sought  in  behalf  of  a  loan  of  $1,000,000. 

E.  H.  Shaufler,  general  traffic  manager  for  the  Orient,  who 
came  into  the  conference  after  it  was  started,  asked  that  that 
road  be  exempted  from  whatever  agreement  or  order  might  be 
made  in  answer  to  the  application  whether  it  provide  for  applying 
the  20  per  cent  reduction  to  the  hauls  that  have  not  yet  had  it, 
or  whether  it  provides  for  the  elimination  of  Ex  Parte  74.  That 
road,  he  said,  had  run  $800,000  behind  its  operating  expenses 
last  year. 

"But  you  will  be  worse  off  than  ever  if  the  live  stock  busi- 
ness along  your  lines  is  killed,  won't  you?"  asked  Mr.  Hudspeth. 

"Then  both  of  us  will  be  in  a  bad  way,"  admitted  Mr. 
Shaufler. 

"We  are  trying  to  save  both,"  answered  the  congressman. 

In  answer  to  questions  by  Chairman  McChord  it  was  esti- 
mated by  Mr.  Tomlinson  that  by  eliminating  Ex  Parte  74  in- 
creases from  range  cattle  the  loss  to  the  railroads  would  be  not 
more  than  $300,000.  Mr.  Chambers  thought  it  would  be  more. 
By  applying  the  20  per  cent  cut  to  all  hauls,  the  loss,  Mr.  Tom- 
linson said,  would  be  less  than  that,  assuming  there  would  be 
no  stimulation  in  business.  All  the  cattle  men,  however,  had 
insisted  the  stimulation  would  result  in  a  greater  instead  of  a 
smaller  net. 

The  railroad  men  participating  in  the  conference  with  Chair- 
man McChord,  Director  Hardie,  and  live  stock  men  on  the  appli- 
cation of  the  cattle  men  for  a  restoration  of  the  so-called  emer- 
gency rates  on  range  cattle,  were  to  tell  the  chairman,  March  31 
whether  they  would  or  would  not  reduce  rates  this  spring,  to  en- 
able cattle  men,  particularly  those  in  western  and  southwestern 
Texas  and  eastern  New  Mexico,  to  move  their  cattle  to  ranges 
in  the  states  to  the  north  of  them. 

Discussion  was  so  thorough  that  when  the  conference  came 
to  an  end  it  seemed  to  be  a  question  whether  the  railroad  men 
would  agree  to  extend  the  twenty  per  cent  reduction  to  all  hauls, 
or  whether  they  would  agree  to  take  off  Ex  Parte  74  increases. 

Throughout  the  discussion  the  railroad  traffic  men  main- 
tained they  had  been  more  liberal  to  the  cattle  industry,  in  the 
way  of  concessions  from  the  rates  authorized  by  the  Commission 
than  to  any  other  industry. 

"Yes,  but  other  industries  are  not  under  any  necessity  of 
moving  themselves  to  places  where  they  may  obtain  feed  and 
water,"  remarked  Commissioner  McChord  by  way  of  answer  to 
the  observations  of  L.  J.  Spense  about  the  criticisms  he  said  had 
been  shown  by  other  industries  on  account  of  the  favors  he  con- 
tended had  been  shown  to  live  stock  men. 

Mr.  Chambers  pointed  out  that  the  request  made  by  Mr. 
Cowan  meant  a  saving,  to  the  shipper,  from  $7  to  $12  per  car, 
or  from  thirty-three  to  forty  cents  per  head  of  cattle.  He  ques- 
tioned whether  such  a  reduction  would  be  as  helpful  to  the  cattle 
men  as  it  would  be  damaging  to  the  railroads.  The  cattle  men 
expressed  the  view  that  the  sentimental  effect  would  be  much 
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Special  Service 

In  order  that  our  clients  and  others 
may  understand  perfectly  the  functions 
and  processes  of  a  well-organized  for- 
warding house,  we  have  prepared  a 
Graphic  Chart  and  a  descriptive  book- 
let entitled  "What  We  Do  and  How 
We  Do  It." 

Our  clients  have  them  both  and  value 
them  highly. 

Send  for  yours  at  once — no  obliga- 
tion. 

It  is  simply  our  desire  to  inform 
those  interested  in  the  nature  and  scope 
of  Andrews  Service. 

• 
Established  1884 

D.  C.  ANDREWS  &  CO.,  Inc. 

27-29  Water  Street,  New  York 


Boston  Office 
44  Broad  Street 


Philadelphia  Office 
788  Drexal  Building 


Be  a  Certified 
Traffic  Manager 

Leant  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 


A  Year  and  More 


Ta« 


Learn  in  Spare  Time 
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a  waU-paM  paalUa*. 

Write  for  Free  Illustrated  Booklet 
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AMERICAN  COMMERCE  ASSOCIATION 

Dap«.  24-A  4043  Dr»«al   Blvd.,   O>lca«o,    III. 


UNITED  AMERICAN 


LINES. 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg- American  Line 

American -Hawaiian  S.  5.  Co. 
INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Baatan 

8.8.  OHIOAN     

SJ.  KENTUCKIAN   

8.8.  ALASKAN     Apr.    I 

84.  MEXICAN    

8.8.  IOWAN    Apr.  11 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


PhiU.  New  York 

Apr.     1         

Apr.     I 

Apr.  IS  Apr.  IS 

Apr.  II 

Apr.  29  Apr.  27 


EUROPEAN  SERVICE 

V.  M.  Facile  CM*  Porta  U  tho  Principal  PorU  of   ih.  Unltad 
Klacdaai    and    Continent — Direct    Fort- 

nifhtlj     BalllBCi 


Joint  Service*  with 

Hamburg- American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

8.8.  Ge.rr.ian     .                                                                      ....Apr.  1 

8.8.  tWUERTTBMBERG     Apr.  I 

8.8.  tBAYERN     Apr.  11 

8.8.  -MOUNT    CLAY     Apr.  II 

8.8.  'MOUNT  CARROLL   Apr.  IT 

•Carriai  third-rim  pawencera.  tCahln  and  thlrd-claaa  pauencer* 
LOADING  PUB  II.  NORTH   RIVBR 

PHILADELPHIA  TO  BREMEN  AND   HAMBURG 

8.8.  OREGON! AN  (via  Baltimore)    Apr.  1» 

8.8.  GEORGIAN    (via    Baltimore    and    Norfolk) Mar     I 

BOSTON  TO  BREMEN  AND  HAMBURG 

S4.  CALLI8TO    (via  Baltimore  and   Norfolk)    Juno  7 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CALLI8TO    (via  Norfolk)    Apr.  11 

SA  OREGONIAN     Apr.  II 

BJL  GEORGIAN    (via  Norfolk)    Mar  13 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  THEMISTO     .  Apr.     1 

S.8.  CALLI8TO     Apr.  II 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

SJ.  WESTERWALO     Mid-April 

U.  BACH8ENWALD     Earir     Mar 

Throach  kill,  of  ladla*  via  Bambari  iaamad  to  all  Scandinavian 
aad  Baltic  Peru 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Feaanc.    BaUwan-Dell,    Part    Swettanham.    Singapore,    BatarU. 
Samarana*.    Soarabaya 

8.8.  THE    LAMBS    Apr.  1* 

Loadlnc    Pier    11.    Poach    Terminal.    Cllftea.    8.    L 

NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT 

Tanla.    Malta.    Alexandria   and   Srrian   Caaat   Parti 

8.8.  THE    LAMBS    Apr.  11 

loading    Plor    11.    Poach    Terminal.    Clifton.    8.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone    WHITEHALL  1*1* 

WESTERN   FREIGHT  OFFICE 

CUcaca,  117  Sooth   LaBallo  Street  Phone   WaWah  4111 

BRANCH    OFFICES 

Baatan.  4*  Central  Street  Phono  Concreia  1*S4 

Philadelphia.  Banna  Bid*.  Phono   Lombard  Til* 
PitUbarib.   Ollvor   Bldr  Phone  Or.nt   T4I1-1 

GENERAL   PACIFIC   COAST  AGENTS 

William..  Dlmand   «   to.,   11*  Sanaamo  St..   San   Frandaoa 
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greater  than  the  financial.  It  would  suggest  to  the  men  who  had 
lost  as  much  as  |50  per  head  of  steers,  and  whose  wives  had  to 
take  to  selling  butter  and  eggs  to  get  money  that  somebody  was 
trying  to  do  something  for  them  other  than  kick  them.  They 
said  some  of  the  bankrupt  cattle  men  had  not  been  able  to  pay 
taxes  for  the  last  three  years. 


LIVE  STOCK  RATES  IN  SOUTHEAST 

The  Traffic  World  Washington  Bureau 

Application  for  the  establishment  of  a  live  stock  rate 
structure  in  the  southeast  that  will  more  nearly  resemble  struc- 
tures in  other  parts  of  the  country  has  been  made  by  the  South- 
eastern Live  Stock  Association  in  the  form  of  a  complaint  (No. 
13615),  against  the  Louisville  &  Nashville  and  other  railroads 
in  the  southeast.  The  attack,  by  means  of  which  the  associa- 
tion hopes  to  clear  away  the  present  adjustment,  is  made  against 
not  only  the  rates  but  the  rules  and  regulations. 

The  complaint  alleges  the  members  of  the  association  and 
supporters  thereof,  who  are  represented  as  producers,  shippers, 
feeders,  breeders,  dealers  and  slaughterers,  have  been  long  and 
are  now  suffering  from  a  lack  of  reasonable  rates,  rules  and 
regulations.  The  association  suggests,  as  providing  reasonable 
rates  on  cattle  in  single-deck  cars,  swine,  sheep  and  lambs, 
goats  and  kids  and  calves  in  double-deck  cars,  a  mileage  scale 
beginning  with  1  cents  per  100  pounds  for  ten  miles  and  less, 
and  8  cents  for  more  than  10  miles  but  not  more  than  15 
miles;  progressing  by  a  half  cent  for  each  five-mile  block  to  15 
cents  for  80  miles;  then  by  a  half  cent  for  each  10-mile  block 
to  27  cents  for  300  miles,  with  a  whole  cent  jump  for  the  block 
between  300  and  315  miles;  then  by  half  cent  increases  for  each 
15-mile  block  to  32.5  cents  for  450  miles;  then  by  half  cent 
increases  for  30-mile  blocks  to  660  miles  for  36  cents;  and 
then  by  one-cent  increases  for  each  30-mile  block  to  1,500 
miles,  for  which  distance  the  rate  proposed  is  64  cents;  these 
rates  to  apply  on  single  line  hauls.  For  two  or  more  line  hauls 
it  suggests  the  addition  of  2.5  cents  per  100  pounds  for  hauls 
up  to  290  miles,  with  -decreasing  allowances  for  distances  up 
to  750  miles,  beyond  which  it  thinks  there  should  be  no  dis- 
tinction between  single  line  and  joint  hauls.  It  thinks  the  joint 
rates  should  apply  only  via  two  or  more  lines  not  under  the 
same  ownership,  control  or  management.  That  limitation  would 
make  single  line  rates  apply  over  much  of  the  mileage  in  the 
southeast. 

As  to  the  relationship  of  rates  on  the  different  kinds  of 
live  stock,  the.  association  suggested  that  calves  and  hogs  in 
single-deck  cars  should  take  115  per  cent  of  the  scale;  sheep, 
lambs,  goats  and  kids,  in  single-deck  cars,  125  per  cent  of  the 
scale,  and  stocker  and  feeder  animals,  75  per  cent  of  the  scale. 

As  to  minimum  weights,  it  suggested  22,000  for  cattle  and 
20,000  for  stocker  or  feeder  cattle;  hogs  in  single-deck  cars, 
17,000,  and  double-deck,  23,000;  stock  hogs,  single-deck,  14,000 
and  20,000;  sheep  and  lambs  of  all  kinds,  goats  and  kids,  14,000 
and  18,000;  calves,  16,000  and  24,000;  and  stock  calves,  14,000 
and  20,000,  with  increases  or  decreases  varying  with  the  size 
of  the  cars  furnished. 

A  rule  for  application  at  the  primary  markets,  named  in 
the  complaint,  in  the  case  where  a  carrier  is  unable  or  un- 
willing to  furnish  all  or  part  of  the  double-deck  cars  ordered 
by  a  shipper,  suggested  by  the  association  is  that  when  only 
one  double-deck  car  is  ordered,  two  single-deck  cars  may  be 
furnished  instead;  three,  where  two  are  ordered,  and  so  on; 
that  when  ten  double-deck  cars  are  ordered  and  not  furnished, 
the  carrier's  duty  shall  be  to  furnish  14  single-deck  cars,  and 
in  that  ratio  for  all  orders  of  10,  or  multiples  thereof,  in  excess 
of  10. 

On  shipments  in  single-deck  cars  supplied  in  lieu  of  double- 
decks,  the  association  proposes  that  charges  shall  be  assessed 
at  the  rate  and  minimum  weight  (actual  weight  if  greater) 
applicable  to  the  shipment  had  it  moved  in  double-deck  cars  or 
cars  of  the  number  ordered  but  not  supplied;  provided  the 
stock  loaded  in  single-deck  cars  furnished  could  have  been 
loaded  in  the  double-deck  cars  or  cars  of  the  number  and  size 
ordered. 

In  the  event  of  stock  being  fed  and  watered,  and  there  are 
proper  facilities  for  ascertaining  hoof  weights  at  destination,  the 
fill  allowances  to  be  deducted  are:  Cattle,  carloads,  en  route 
12  hours  or  less,  500  pounds;  en  route  more  than  12  hours,  800; 
hogs,  single-deck  cars,  300;  hogs,  double-deck,  600;  and  sheep 
and  goats,  no  deduction.  If  the  stock  has  not  been  fed  and 
watered,  destination  hoof  weights  will  be  used  without  deduc- 
tion, is  the  rule  proposed. 

The  complaint  contains  suggestions  as  to  proper  rules  for 
ascertaining  weights  and  the  calculation  of  fill  allowances  to 
be  deducted  from  hoof  selling  weights  before  waybilling,  and 
things  of  that  kind. 

Specific  allegations  that  the  fourth  section  is  being  vio- 
lated every  time  shipments  are  made  on  some  of  the  rates  now 
in  effect  are  made.  The  violations,  it  alleges,  are  of  both  the 
older  clauses  in  that  section,  namely,  the  long  and  short  haul 
and  the  aggregate  of  intermediates. 


CEMENT  RATES  TO  ILLINOIS 

Hearings  in  a  series  of  cement  cases  involving  rates  into 
and  within  the  states  of  Illinois,  Iowa,  Kansas  and  Indiana,  were 
begun  before  Examiner  John  T.  Money,  in  Chicago,  March  29. 
In  effect,  the  cases  as  a  whole  involve  the  Shreveport  principle, 
the  general  allegation  in  the  various  complaints  being  one  of 
discrimination  against  plants  shipping  into  these  states  in  inter- 
state commerce,  and  in  favor  of  plants  within  the  states  ship- 
ping in  intrastate  commerce. 

No.  12710,  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al., 
and  No.  13387,  Missouri  Portland  Cement  Co.  et  al.  vs.  A.  T.  & 
S.  F.  et  al.,  involving  the  discriminatory  question  as  regards 
Illinois,  were  heard  first.  An  attempt  on  the  part  of  the  com- 
plainants in  the  first  mentioned  case  to  amend  the  complaint 
so  as  to  allege  discrimination  under  paragraph  4,  of  section  13, 
in  accordance  with  the  recently  expressed  opinion  of  the  Su- 
preme Court  in  the  Wisconsin  case,  failed,  when  defendants  and 
interveners  objected  on  the  ground  that  their  cases  had  been 
prepared  with  a  view  toward  disproving  the  allegations  of 
discrimination  between  places  and  persons  rather  than  between 
interstate  and  intrastate  commerce. 

The  situation  under  which  the  Illinois  intrastate  rates  be- 
came and  were  allowed  to  remain  on  a  substantially  lower  level 
than  the  rates  from  adjacent  states  into  Illinois  arose  by  reason 
of  the  Commission's  decision  in  the  cement  investigation  (Docket 
No.  8182),  reported  in  52  I.  C.  C.  225-234.  In  that  report  the 
Commission  prescribed  a  series  of  four  mileage  scales  to  be 
applied  on  cement  in  Western  Trunk  Line  territory  and  the 
territory  immediately  to  the  east.  The  first  of  these  scales 
(so-called  scale  No.  1)  was  to  apply  in  Illinois  territory,  includ- 
ing southeastern  Wisconsin,  and  the  second  (scale  No.  2)  was 
to  apply  to  the  rest  of  Wisconsin,  the  northern  peninsula  of 
Michigan,  southeastern  Minnesota  and  the  territory  between  the 
Mississippi  and  Missouri  rivers.  Scale  No.  1  began  with  a  rate 
of  5  cents  for  the  first  5  miles,  increasing  to  11  cents  for  300 
miles.  Scale  2  began  with  a  rate  of  5%  cents  for  the  first  5 
miles  and  increased  to  12.5  cents  at  300  miles. 

Before  the  effective  date  of  the  order  mentioned,  however, 
the  Commission,  in  a  supplemental  order,  combined  scale  1  and 
2  territory,  applying  scale  No.  2  rates  to  the  new  group  thus 
formed.  The  Illinois  commission,  however,  never  allowed  the 
interstate  scale  to  become  effective  intrastate,  and  the  grouping 
system  or  rates  then  in  effect  has  remained  until  now. 

Walter  Young,  general  traffic  manager  of  the  Atlas  company, 
said  the  discrimination  caused  by  these  two  sets  of  rates  had 
been  aggravated  by  the  various  percentage  increases,  in  conse- 
quence of  which  his  plant  at  Hannibal,  Mo.,  could  not  ship  and 
sell  in  competition  with  plants  at  La  Salle,  Oglesby  and  Dixon, 
111.  He  pointed  out  that  in  many  instances  the  rates  from  the 
Illinois  points  to  intrastate  destinations  were  far  lower  to  points 
which,  in  many  cases,  were  nearer,  in  miles,  to  the  Hannibal 
plant.  Cairo,  he  said,  was  247.41  miles  from  Hannibal  and  had 
a  rate  of  17  cents.  From  La  Salle  and  Oglesby,  he  said,  the 
distance  was  294  miles  and  the  rate  13.5  cents.  Another  example 
cited  was  Springfield,  which  the  witness  said  was  100.7  miles 
from  Hannibal  and  to  which  a  rate  of  12.5  applied  from  that 
point.  From  Dixon  to  Springfield  was  154.6  miles,  for  which 
haul,  intrastate,  a  rate  of  11  cents  applied. 

He  said  that,  in  his  opinion,  a  fair  basis  of  rates  to  apply, 
interstate  and  intrastate,  in  the  original  scale  1  territory,  would 
be  scale  No.  1  rates  increased  by  2  cents  and  35  per  cent.  This, 
in  effect,  he  explained,  would  require  the  Commission  to  "go 
back  to  first  principles"  and  reaffirm  the  order  it  had  once  set 
aside. 

Similar  testimony  and  examples  of  alleged  discrimination 
were  put  in  by  witnesses  for  the  complainants  in  No.  13387, 
which  involved  the  plants  of  the  Missouri  Portland  Cement 
Company,  at  Prospect  Hill,  Mo.,  and  the  Continental  Cement 
Company,  at  Continental.  Mo.,  both  within  Jhe  St.  Louis  switch- 
ing district.  J.  A.  Coffey,  general  traffic  manager  of  the  Mis- 
souri company,  put  into  the  record  a  series  of  exhibits  on  car- 
mile  earnings  which,  he  said,  proved  the  interstate  rates  to  be 
unreasonable  per  se.  He  said  he  thought  the  scale  asked  for 
by  Mr.  Young  would  be  reasonable  for  intrastate  as  well  as  for 
interstate  cement  traffic. 

The  position  of  the  carriers  in  the  cases  involving  the  rates 
on  cement  within  and  into  the  state  of  Illinois  was  made  clear, 
on  the  second  day  of  the  hearing,  March  30,  by  T.  E.  Bond,  as- 
sistant traffic  manager  for  the  Elgin,  Joliet  &  Eastern,  and  L.  C. 
Mahoney,  assistant  general  freight  agent  for  the  C.  B.  &  Q.  Both 
these  men  insisted  that  the  interstate  rates  into  Illinois  were  not 
unreasonably  high  and  objected  to  any  move  on  the  part  of  the 
Commission  to  lower  them.  Especial  objection  was  raised  to 
the  plan  proposed  by  the  complainants  to  redivide  the  territory 
west  and  north  of  Illinois  into  two  groups  with  two'  scales  of 
rates. 

In  the  first  place,  Mr.  Mahoney  said,  the  result  would  be  a 
complication  of  the  cement  rate  structure,  the  simplification  of 
which  the  Commission  had  in  mind  when  it  issued  its  supple- 
mental order  in  No.  8182,  combining  the  two  groups.  In  addi- 
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tion,  he  insisted,  scale  one  rates  increased  as  proposed  by  the 
complainants  was  too  low  to  be  profitable. 

No  attempt  was  made  to  adhere  strictly  to  the  scale  2  rates, 
however,  and  Mr.  Mahoney  said  that  the  carriers  were  willing 
to  stand  by  the  offer  made  in  the  Universal  case,  at  the  hearing 
last  January,  and  reduce  the  Ex  Parte  74  increase  on  the  cement 
rates  into  Illinois  from  40  to  35  per  cent,  and  he  asked  that  the 
scale,  so  amended,  be  extended  to  cover  intrastate  traffic.  He 
also  advocated  departures  from  the  mileage  scale  in  rates  to 
Chicago  and  other  large  terminals.  He  said  that  the  rate  from 
Buffington,  Ind.,  to  Chicago  ought  to  be  reduced  to  a  figure  low 
enough  to  get  back  some  of  the  business  that  the  railroads  had 
lost  to  the  motor  truck  between  those  points.  Then,  he  said, 
the  rates  from  the  Illinois  points  and  from  Hannibal  and  St. 
Louis  ought  to  be  reduced  so  as  to  allow  the  mills  at  those  points 
to  compete  with  the  Buffington  mill  in  the  Chicago  market. 

These  rates,  he  pointed  out,  would  have  to  be  depressed  rates, 
the  extension  of  which  to  intermediate  points  would  cause  a 
severe  strain  on  the  carriers'  revenues.  He  therefore  asked  the 
Commission,  in  case  it  saw  fit  to  adopt  his  plan  of  depressed 
terminal  rates,  to  grant  fourth  section  permission  so  that  rates 
to  intermediate  points  might  be  published  on  the  mileage  scale. 

Cement  rates  intrastate  in  Illinois  were  reasonable,  accord- 
ing to  E.  S.  Gubernator,  traffic  manager  for  the  Lehigh  Port- 
land Cement  Company,  who  testified  on  the  third  day  of  the 
eement  hearing,  March  31.  His  company,  he  said,  operated  mills 
at  La  Salle  and  Oglesby,  111.,  and  the  tonnage  figures  for  cement 
shipped  to  Illinois  destinations  in  the  last  five  years  showed 
that  the  complaints  of  the  Missouri  cement  makers,  that  the 
preferential  rates  accorded  to  these  points  were  driving  them 
out  of  the  business,  were  unfounded. 

The  real  cause  for  the  falling  off  in  the  Illinois  tonnage  of 
the  Missouri  mills  as  well  as  the  Illinois  mills,  he  said,  was  to 
be  found  in  the  increase  in  the  shipments  from  Buffington,  Ind., 
to  the  Chicago  switching  district.  That  market,  he  said,  con- 
sumed more  cement  ttjan  the  remainder  of  the  entire  state  of 
Illinois,  and  the  truck  shipping  facilities  between  the  mills  at 
Bufflngton  and  points  within  the  district  were  so  adequate  that 
the  expedition  of  service  would  alone  be  a  deciding  factor  even 
were  the  advantage  in"  rate  removed. 

The  witness  said  that  cement  could  be  hauled  from  the 
Buffington  mills  to  construction  jobs  in  Chicago  for  35  cents  a 
barrel.  This  rate  would  leave  the  wholesaler  a  profit  of  25  cents 
when  cement  was  sold  at  $2.60  a  barrel  retail.  .  The  rail  rate 
from  La  Salle  and  Oglesby  was  27  cents,  he  explained,  and  the 
trucking  charges  from  the  car  to  the  job,  unloading  and  re- 
handling  charges  at  warehouse,  and  other  charges,  cut  the  whole- 
salers' profit  to  14  cents. 

He  introduced  car-mile  and  ton-mile  figures  which  he  claimed 
showed  the  Illinois  rates  reasonable,  inasmuch  as  the  earnings 
on  cement  by  both  those  methods  was  higher  than  the  average 
of  all  freight,  using  the  Rock  Island  as  a  typical  line. 


RATES  ON  SUGAR  FROM  COLORADO,  ETC. 

Attempts  by  the  western  carriers  to  establish  a  48-cent 
proportional  on  sugar,  from  points  of  production  in  Colorado, 
Utah  and  Idaho  to  Mississippi  River  crossings  at  St.  Louis  and 
St.  Paul,  met  with  vigorous  objection  from  eastern  producers 
and  carriers  at  the  hearing  on  I.  and  S.  1501,  before  Attorney- 
Examiner  W.  A.  Disque,  in  Chicago,  March  27.  The  suspended 
tariff  (Boyd's  I.  C.  C.  A-1259)  named  the  proposed  proportional 
in  place  of  the  62-cent  fifth  class  rate  now  in  effect,  and  was 
suspended  on  protests  from  numerous  eastern  and  New  Orleans 
refiners  who  alleged  that  the  48-cent  rate  would  disrupt  sugar 
rate  structures  generally  and  would  constitute  a  preference  in 
favor  of  the  beet  sugar  makers  of  Colorado,  Utah  and  Idaho. 
From  the  latter  two  states,  the  suspended  tariff  proposed  a 
rate  15  cents  over  the  Colorado  rate,  a  basis  in  effect  since 
June,  1918. 

The  details  of  the  plans  of  the  western  carriers  for  captur- 
ing some  of  the  tonnage  into  the  east  were  explained  by  L.  T. 
Wilcox,  assistant  freight  traffic  manager  for  the  Union  Pacific, 
who  discussed  at  length  the  history  of  the  sugar  rates  in  the 
west  and  the  necessity  for  the  establishment  of  the  proposed 
proportional.  The  48-cent  rate,  he  said,  was  14  cents  below 
the  62-cent  class  rate,  a  figure  determined  upon  because  it  was 
also  the  difference  between  the  proportional  and  the  class  rates 
from  the  eastern  mills  to  the  Mississippi  River  on  westbound 
sugar.  Applying  the  15-cent  differential  in  effect  at  present 
from  Utah  and  Idaho  over  Colorado  would  result  in  a  reduction 
of  the  rates  to  the  river  from  points  in  those  two  states  from 
77  to  63  cents.  To  St.  Paul,  he  said,  it  was  proposed  to  apply 
rates  the  same  as  those  to  St.  Louis,  but  the  reductions  pro- 
posed in  the  case  of  that  destination  were  somewhat  higher,  the 
present  rates  being  70  and  85  cents.  Placing  St.  Paul  on  the 
St.  Louis  basis,  he  said,  was  simply  applying  to  sugar  rates  to 
the  northern  city  the  basis  that  applied  on  most  other  com- 
modities, and  that  was  generally  accepted  both  east  and  west 
bound. 

Typical  reductions  into  eastern  territories,  made  by  combin- 
ing the  proposed  proportional  with  fifth  class  rates  east  of  the 


river,  were  cited  by  the  witness.  These  showed  that  the  pres- 
ent rate  from  Colorado  to  Buffalo  would  be  reduced  from  $1 
to  95.5  cents;  to  Cleveland  from  94.5  to  88.5  cents,  and  to  De- 
troit from  93  to  87  cents. 

Sugar  rates,  the  witness  continued,  were  in  a  state  of  per- 
petual flux,  and  no  stable  basis  of  rates  would,  therefore,  be 
disturbed  by  the  proposed  reduction.  In  proof  of  this  he  cited 
a  number  of  cases  now  before  the  Commission  in  which  the 
sugar  rates  from  New  Orleans  to  Omaha  and  Kansas  City, 
those  from  California  to  Indiana,  and  the  carload  minimum 
from  California  were  under  attack.  He  also  said  that  tariffs  of 
the  eastern  carriers,  carrying  reductions  in  the  proportional  on 
sugar  westbound  to  the  Mississippi  River  from  New  York. 
Baltimore  and  Philadelphia,  were  under  suspension  in  I.  and  S. 
1443. 

"The  sugar  traffic  is  of  great  importance  to  the  Union  Pa- 
cific," said  Mr.  Wilcox.  "On  our  system  lines,  where  long  hauls 
are  the  rule,  9  per  cent  of  the  total  tonnage  is  sugar  and  sugar 
beets.  Over  4  per  cent  of  our  total  revenue  is  derived  from 
that  traffic.  We  think  the  48-cent  proportional  to  the  river  will 
be  profitable  and  will  not  be  an  unreasonably  low  rate,  espe- 
cially if  it  is  considered  as  a  division  of  a  through  rate  to 
destinations  beyond." 

E.  R.  Griffin,  of  the  Great  Western  Sugar  Refining  Company, 
said  that  it  was  necessary  for  the  western  producers  to  market 
in  the  east,  because  more  sugar  was  produced  in  the  west  than 
could  be  consumed  locally.  It  was  said  that  32  new  factories 
had  been  erected  in  the  three  states  involved  since  1915,  and  that 
from  66  to  75  per  cent  of  all  the  sugar  made  in  the  United  States 
was  produced  there  last  year.  In  spite  of  that,  the  witness 
said,  the  tonnage  shipped  east  of  the  river  was  steadily  falling 
off. 

"According  to  your  argument,"  said  J.  B.  Norman,  attorney 
for  opposing  sugar  interests,  "you  would  expect  to  sell  your 
sugar  on  the  Atlantic  coast  if  you  had  surplus  production." 
"If  I  had  the  sugar  for  the  carriers  to  haul  I  think  I  could 
get  a  rate  that  would  let  me  sell  there,"  answered  the  witness. 
Opponents  of  the  proposed  reduction  in  the  rate  on  beet 
sugar  to  the  Mississippi  River  from  Colorado  and  other  moun- 
tain producing  points,  made  plain  their  objections  on  the  second 
day  of  the  hearing,  March  28.  These  were  summed  up  as  fol- 
lows: The  proposed  reduction  would  throw  the  sugar  rate  sys- 
tem of  the  country  out  of  balance,  as  was  claimed  to  be  shown 
by  a  comparison  of  the  ton-mile  earnings  en  sugar  from  New 
Orleans  to  Chicago,  .013  for  921  miles;  from  New  York  to  Chi- 
cago, .0125  for  1,008  miles,  and  from  Colorado  to  the  Mississippi 
River,  .0138  for  900  miles.  These  ton-mileages,  which  it  was 
pointed  out  were  fairly  comparable,  distance  considered,  would 
suffer  a  severe  break  if  the  proposed  48-cents  proportional  from 
Colorado  to  the  river,  resulting  in  a  ton-mileage  of  .0107,  was 
allowed  to  become  effective. 

The  proposed  reduction,  representing  as  it  did,  the  first  de- 
parture from  the  fifth  class  basis  for  sugar  in  the  west,  would 
be  an  added  preferential  privilege  to  the  western  refiners,  who 
already  had  the  advantage  of  the  lower  cost  of  production. 

The  proposed  reduction  was  only  the  first  step  in  an  effort 
to  break  down  the  markets  of  the  eastern  refiners.  Western 
Trunk  Line  docket  No.  2062,  withdrawn  only  after  this  allega- 
tion had  reached  the  ears  of  the  western  carriers  and  refiners, 
had  proposed  to  extend  the  suspended  proportional  to  Chicago, 
which  would  have  resulted  in  a  ton-mileage  of  .0082.  Further 
blanketing  would,  no  doubt,  be  attempted. 

P.  M.  Ripley,  traffic  manager  for  the  American  Sugar  Re- 
fining Co.,  and  F.  R.  Hathaway,  secretary  and  treasurer  of  the 
Eastern  Beet  Sugar  Manufacturers'  Association,  the  former 
speaking  for  cane  sugar  interests  in  the  east  and  at  New  Orleans, 
and  the  latter  for  the  entire  beet  industry  east  of  the  Missouri, 
presented  these  objections.  Mr.  Ripley,  referring  to  the  pro- 
portional now  in  effect  from  New  York  and  eastern  cities  to  the 
Mississippi  on  westbound  sugar,  which  had  been  used  by  pro- 
ponents of  the  eastbound  reduction  as  an  argument  in  favor  of 
their  proposal,  said  that  inasmuch  as  it  did  not  move  any  sugar 
he  would  be  willing  to  have  it  canceled  providing  the  suspended 
tariff  was  withdrawn. 

Mr.  Ripley  dwelt  especially  on  the  New  Orleans  rates,  which 
he  said  were  at  present  so  high  that  the  Louisiana  refiners  could 
not  market  in  Iowa,  Missouri,  Minnesota  and  adjacent  states, 
where  much  of  their  sugar  had  hitherto  been  sold.  Beet  sugar, 
he  said,  was  always  sold  on  the  basis  of  the  New  Orleans  freight, 
rate  less  a  differential  of  20  cents,  although  as  a  matter  of  fact 
the  rate  paid  on  the  beet  sugar  was  often  much  less  than  the 
New  Orleans  rate.  In  Denver,  he  said,  beet  sugar  was  sold  at 
20  cents  less  than  the  price  of  cane  at  New  Orleans,  plus  the 
$1.13  rate  from  that  point  to  Denver.  The  jobbers  in  Denver 
actually  paid  an  average  rate  of  17  cents  on  the  beet  sugar,  he 
said,  so  that  the  consumer  was  forced  to  pay  for  his  sugar  on 
the  basis  of  a  freight  rate,  supposedly  competitive,  but  actually 
restrictive. 

A  striking  comparison,  he  said,  was  the  present  rate  on 
sugar  from  the  east  to  Omaha.  That  was  95%  cents  for  1,455 
miles,  he  said.  "Just  compare  that  rate  with  the  proposal  of 
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NKW  YORJC 
BALTIMOHM 


BOSTON 


rMILADCLPHIA 
PORTLAND,  MK. 


ANTWERP  BRISTOL 

HAMBURG  GLASGOW 

MEDITERRANEAN  HAVRE 

LIVERPOOL  ROTTERDAM 

SOUTHAMPTON  DANZIG 
LEVANT 

/m»er  t  Mat  ft  f  of  I  /VeffAt  Sklpmoltlf  Solicit**! 

COMPANY'S  OFFICES.  <  •nard  •  •Main*.  (  Hit  AGO 
S.  W.  Caw.  P.ai»e.«  aitd  Randolph  Sta.  T.l.a*r  «e  Central  MM 


OUECNSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


NOSA  LINE 


_j  t.  Prl.alail  Pa. 

Weet  Coeatt,  South  America — Direct  Serrlce 
Monthly  Freight  and  Paae.na.jr  S-iling. 
Leeward  and  Windward  Iilandii,  Venezuela.  Cor 

and  Colombian  Port* 

Three  week  freight  tailing* 

Haitian,  Dominican  and  Cuban  South  Side)  Pert* 

fm  ••rkkaieri  »pfh 

•04-11  Qaeam  ft  Ci*»ce**  Bid*..  New  Orleaaa,  La. 
Mow  Yark  Oataei  I*  Haa.il  ar  St.       Ckkat*  Oa*ra   •**  Mara- 
"alti  Addnat:  '" 


INew  Orleans   &. 
South    American  S.S.  Co. 

INCORPORATED 


THREE  STAR  LINE 

(SO.  lei  Aflretrura  Rteal.) 

REGULAR  FREIGHT  SERVICE 

BETWEEN 

NEW  YORK  and  PHILADELPHIA 

AND 

MARSEILLES,     SPAIN,     GENOA,     NORTH  AFRICA 

Throng*  BilU  of  Ladln.  for  all  port*  of  Spate.  Morocco.  Algeria. 
TonWa.  Cette.  Nice  aad  Near  Earl. 

General  OAca..  S3  Bridf.  Straot.  Ne»  York 
Cbicatv  A«rot:  M.  E  Kleaappel.  H«  So.  dark  Street 

t:  Earn  Line.  Bullitt  BuUdinc 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via  HAVANA,    PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calling  at    Corinto,    Nicaragua,     La  Llbartad;    Acajutla,    San    Joae    d« 
Guatemala,  Manxanlllo  i  Baltimore  and  Norfolk  Ea«t bound 

S.5.  VENEZUELA  mall*  from  */•«  York  April  Itth 
S.S.  ECUADOR  tail*  from  San  Francitco  April  19th 

Sailing  about  e»ery  18  dayi  thereafter 
All  N«w  York  Sailingi  from  Pier  S3.  Atlantic  T.rmlnal,  Brooklm 

PANAMA  SERVICE 

latwaaa  Saa  Fraacuce,  LM  Antclet,  Meiico.  Central  America  «nj  Canal  Zene. 
5.5.  SAN  JUAN  tail,  April  13th 

Sailing*  about  every  22  day* 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanow  Square.  New  York  $08  California  St.,  San  Franeiaco 

503  So.  Sprlnf  St.,  Alexandria  Hotel,    Loa  Anf  ele> 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

9aji  Frandeao  to  Honolulu,  Yokohama,  Kobe,  Shanghai, 
Manila,   Hongkong 

Paaeenger  and  Freight  Sailings  by  New  and  Luxurious  U.  S. 
Shipping  Board  Linen: 

5.5.  Empire  State  sails.  .  .  April  19th 
5«5.  Hoosier  State  sails  .  .  .  May  13th 
5.5.  Golden  State  sails  .  .  .  June  3rd 

and  approximately  every  24   day*  thereafter. 

"SAN  1 K  \\CISCO-MANII  A  DIRECT  SERVICE  via  ••nolnlo" 

S.S.   Creole  State April  27th 

"S.S.    Wolverine  State     ....     May  25lh" 

"and  e»«ry  2*  day*  thereafter" 
ritr^mfk  Mil*  of  ImJIrtf  leruaef  lo  eriaf/re)m  poin  It  ooyonJ  port*  ml  omtt 

Far  ratal  aad  otaer  iatormaboa  apply  to  *ay  raOroad  or  tourut  «r"><7.  or  U 

PACIFIC  MAIL  STEAMSHIP  CO. 

SO*  California  St.,  SMI  Franeiaoo  10  Hanover  Square.   N.  Y. 

SOI  So.  Spring  St.,  Alexandria  Hotel,    Loa  AnreJee 

Managing  A«ant>i  U.  S.  Shipping   Board 


Catskill  Evening  Line 

Pier  43,  N.  R.,  New  York  City 

Navigation  Resumed 
For  the  Season  of  1922 


Overnight  freight  service  between  New  York  City 
and  the  following  Hudson  River  Landings: 

Catikill,        Hud.on,       Coxaackie,          Athena, 
Stockport,   LJnlithgo,  Germantown,   Cheviot,  N.  Y. 

Local  rates  include  Marine  Insurance.  All  local  rates 
reduced.  Freight  handled  to  all  points  on  the 
Albany  Southern  Railroad,  Boston  and  Albany 
Railroad,  Rutland  Railroad. 

Via  Hudson,  N.  Y. 

Also  between  above  Hudson  River  Landings  and 
points  reached  by 

Baltimore  &  Ohio  R.  R. 

Delaware.  Lackawum*  &  Writ.  R.K 

M»n«n  Line 

Philadelphia  &  Reading  Rv 

Richnend  S.  S.  Co. 

Newark  Eip.  4  Tramp.  Co. 


Lin* 
C  R.  R-  e»  N.  J. 

M.llor»  Urn- 
Pcnnjilvinii  R.  R. 

N.  Y.  *  N.  J.  S.  B.  C*. 
MioVfleuex  Tranip.  Ce. 


For  any  further  information*  kindly  apply  to 

W.  F.  POOLE.  Commorclal  Ag.nl 

W.   H.   BLEHL,   General   Fralfht   Agent 

R.  A.  HISCANO,  General   Manager 
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the  western  roads  to  haul  Colorado  sugar  into  Pittsburgh,  a 
distance  of  1,400  miles,  for  86  cents,"  he  added. 

Mr.  Ripley's  marketing  testimony  did  not  go  unchalleneged. 
Before  the  cross-examination  had  ended,  the  fight  between  the 
eastern  and  western  Spreckels,  the  objections  of  the  independents 
to  the  recently  abandoned  policy  of  the  American  company  of 
selling  to  the  retailer  direct,  and  a  number  of  other  phases  of 
the  perpetual  internecine  strife  of  the  sugar  interests  were 
aired. 

Mr.  Hathaway's  complaint  was  against  the  present  proposal 
of  the  western  beet  men  to  come  into  the  "back  yards"  of  th« 
eastern  beet  refiners  in  order  to  take  away  their  modest  business 
while  insisting  that  a  "fence  be  built  around  their  territory." 
He  said  that  beet  sugar  makers  in  Michigan  and  Ohio  were  un- 
able to  sell  in  Detroit,  because  they  were  undersold  by  the  west- 
erners and  because  the  westerners  with  their  dry  mountain  climate 
could  store  sugar  the  year  around,  while  the  eastern  beet  sugar 
season  was  restricted  to  the  cold,  dry  months. 


REFUND  OF  WAR  TAXES 

All  claims  for  the  return  of  war  tax  on  transportation  paid 
on  unreasonable  rates  must  be  filed  with  the  treasury,  on  form 
843,  within  four  years  from  the  day  on  which  the  tax  was  paid, 
which,  of  course,  was  at  the  time  the  unreasonable  rate  was 
collected.  Section  3226,  as  amended  by  section  1316  of  the 
Revenue  act  of  1921  says,  "All  claim  for  the  refunding  or  credit- 
ing of  any  internal  revenue  tax  alleged  to  have  been  errone- 
ously or  illegally  assessed  or  collected — must  be  presented  to 
the  Commissioner  of  .Internal  Revenue  within  four  years  next 
after  payment  of  such  tax." 

Ruling  on  that  point  was  made  by  A.  C.  Holden,  deputy  com- 
missioner of  internal  revenue,  in  correspondence  with  Joseph  H. 
Beek,  executive  secretary  of  the  National  Industrial  Traffic 
League.  It  arose  in  ponnection  with  the  contention  that  a 
shipper  could  not  know  he  had  paid  an  unreasonable  rate  until 
after  the  Interstate  Commerce  Commission  had  so  adjudged  it. 
Mr.  Holden  said  not  so.  He  said  that  when  a  shipper  acted  on 
his  right  to'  file  a  complaint  with  the  Commission  alleging  a 
given  rate  was  unreasonable  and  asked  for  a  return  of  part  of 
the  money  paid,  then  his  right  to  file  claim  for  return  of  the  tax 
paid  also  accrued.  As  to  how  the  running  of  the  statute  of  limi- 
tation should  be  halted,  Mr.  Holden,  in  his  letter  to  Mr.  Beek, 
said: 

The  running  of  the  statute  of  limitations  in  question  may  be  met 
by  such  claimant  filing  a  claim  for  refund  on  Treasury  Department 
form  843,  setting  forth  a  full  statement  of  the  facts  showing  the  ap- 
proximate amounts  for  which  he  desires  to  claim  refund,  the  approxi- 
mate dates  of  the  payment  of  such  taxes,  a  description  of  the  shipment 
in  question,  and  that  the  evidence  in  support  of  the  claims  will  be 
furnished  when  the  matter  of  adjustment  or  rates  pending  before  the 
Interstate  Commerce  Commission  (if  such  be  the  case)  is  settled.  A 
claim  for  refund  of  tax  so  filed  will  be  accepted  by  the  department 
as  a  formal  claim  and  will  stop  the  running  of  the  statute  of  limi- 
tations. 

In  a  circular  letter  to  the  members  of  the  League,  Mr.  Beek 
called  particular  attention  to  the  filing  of  a  provisional  claim  for 
refund  when  the  claim  for  reparation  may  be  filled,  as  a  method 
for  stopping  the  running  of  the  statute.  He  also  advised  mem- 
bers to  check  up  their  pending  reparation  cases  and  the  pro- 
tection of  their  claims  for  refund  of  war  taxes,  by  the  filing  of 
provisional  claims  with  the  treasury  in  accordance  with  the 
procedure  outlined  by  Mr.  Holden. 

Mr.  Beek  has  also  obtained  a  ruling  from  Mr.  Holden  on  the 
subject  of  lumping,  on  one  form,  a  number  of  claims  for  refund 
so  as  to  make  unnecessary  the  filing  of  a  separate  claim  for 
each  sum.  In  his  letter  to  Mr.  Holden,  Mr.  Beek  pointed  out 
that  the  railroads,  in  settling  claims,  in  which  the  war  tax 
amounted  to  less  than  $1,  used  a  printed  slip  which  said  the 
company  presumed  the  claimant  would  not  wish  to  file  a  claim 
with  the  internal  revenue  commissioner  for  the  refund  of  such 
a  small  amount,  and,  that,  therefore,  it  was  not  enclosing  the 
regular  war  tax  certificate.  Mr.  Beek  pointed  out  that  many 
shippers  have  many  claims  for  small  sums,  which,  when  aggre 
gated,  became  sums  of  respectable  size.  He  wanted  to  know  if 
a  number  of  such  small  claims  could  not  be  put  on  the  same 
blank. 

Mr.  Holden  said  it  would  be  'all  right  to  group  such  small 
claims,  but  to  confine  the  grouping  on  any  one  blank,  to  the 
claims  for  refund  on  account  of  unreasonable  rates  paid  to  a 
particular  railroad — that  is,  to  have  one  claim  carry  only  the 
small  claims  against  the  Pennsylvania,  for  instance  and  another 
carry  small  claims  arising  only  under  transactions  with  the 
Baltimore  &  Ohio.  Mr.  Holden  went  even  farther.  He  said  it 
would  be  all  right,  when  a  shipper  had  accumulated,  say  50 
claims  against  the  Pennsylvania,  to  send  them  along,  though  it 
was  known  at  the  time  of  the  assembling  of  the  .50  that  75 
more  against  the  same  road  would  accumulate. 

The  grouping  of  claims,  Mr.  Holden  said,  was  preferred  by 
his  office  because  it  facilitated  and  expedited  their  handling. 

Mr.  Holden  suggested  that  when  a  shipper  filed  a  claim  with 
a  railroad  company  on  which  the  war  tax  would  be  less  than 
one  dollar,  the  claim  should  bo  accompanied  by  a  request  that 


the  war  tax  certificate  be  forwarded  with  the  check  refunding 
the  money  unlawfully  obtained  by  the  railroad.  The  railroad 
company  must  give  a  certificate  for  the  war  tax  collected,  if 
requested. 

With  a  view  to  economizing,  the  Treasury  Department  has 
provided  one  form  for  use  by  those  asking  for  the  abatement  or 
refund  of  war  taxes  on  transportation,  instead  of  two  forms 
(Nos.  46  and  47).  The  new  form  is  No.  843.  It  is  like  the  ones 
it  has  displaced  except  that  it  contains  little  squares  off  to  one 
side  in  which  the  claimant  is  requested  to  make  a  mark  which 
will  show  whether  the  claim  is  for  refund  of  a  tax  paid  or  for 
abatement  of  a  tax  that  was  assessed  but  had  not  been  paid. 

However,  claims  for  refund,  when  presented  on  old  form 
No.  46,  will  be  considered  and  disposed  of  regardless  of  the  fact 
that  that  form  is  obsolete.  In  a  letter  on  the  subject  to  the 
Calumet  Fertilizer  Co.,  New  Albany,  Ind.,  A.  C.  Holden,  deputy 
commissioner  of  internal  revenue,  said: 

In  reply  to  your  letter  of  March  8,  1922,  you  are  advised  that  in 
liling  your  claims  for  refund  with  this  office  on  Treasury  Form  46 
for  the  refund  or  adjustment  of  transportation  taxes  paid  under  IMP 
provisions  of  section  500  of  the  Revenue  Act  of  1918,  a  number  of 
items  of  tax  may  be  included  in  one  claim  on  Form  46  provided  each 
item  is  properly  identified  and  supported  by  the  necessary  evidence. 
One  claim  may  be  filed  to  cover  items  that  are  covered  by  certificates 
issued  by  various  railroad  companies. 

However,  if  you  have  a  considerable  number  of  any  of  these  cer- 
tificates issued  by  one  carrier,  it  is  preferable  that  only  items  of  tax 
that  are  covered  by  the  same  carrier  be  included  in  one  claim.  This 
more  to  facilitate  the  handling  of  these  claims  in  this  office.  In  this 
regard  you  are  advised  that  Form  46  referred  to  in  your  letter  IIOH 
been  revised  and  superseded  by  Treasury  Department  Form  843, 
which  is  now  the  proper  form  to  use  in  filing  such  claims.  However, 
if  your  claims  are  in  course  of  preparation  on  Form  46  the  department 
will  accept  claims  presented  on  such  forms. 


REVENUE  FREIGHT  LOADING 

A  slight  drop  in  revenue  freight  loading  occurred  in  the 
week  ended  March  18  as  compared  with  the  preceding  week,  the 
total  number  of  cars  being  823,369  as  against  829,128  the  week 
before,  according  to  the  weekly  report  of  the  car  service  division 
of  the  American  Railway  Association.  The  totals  in  the  corre- 
sponding weeks  of  1921  and  1920  were  691,396  and  855,060,  re- 
spectively. 

Coal  loading  dropped  from  204,568  cars  in  the  week  ended 
March  11  to  190,683  cars  in  the  week  ended  March  18.  Grain 
loading  dropped  from  45,160  to  39,896  cars;  live  stock  from  29,930 
to  26,722  cars  and  coke  from  8,530  to  8,502  cars.  Miscellaneous 
freight  loading  increased  from  248,469  to  260,119  cars;  merchan- 
dise, L.  C.  L.,  from  236,244  to  237,538  cars,  and  forest  products 
from  51,120  to  54,599. 

Loading  by  districts  in  the  week  ended  March  18  and  in  the 
corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  7,519  and  5,718; 
live  stock,  2,726  and  2,553;  coal,  52,444  and  36,891;  coke,  1,928 
and  867;  forest  products,  4,968  and  6,406;  ore,  917  and  875;  mer- 
chandise, L.  C.  L.,  67,729  and  54,466;  miscellaneous,  69,358  and 
57,235;  total,  1922,  207,589;  1921,  165,011;  1920,  207,831. 

Allegheny  district:  Grain  and  grain  products,  2,466  and 
1,944;  live  stock,  2,594  and  2,739;  coal,  56,279  and  38,797;  coke, 
4,093  and  3,182;  forest  products,  2,743  and  2,395;  ore,  1,405  and 
1.081;  merchandise,  L.  C.  L.,  49,721  and  41,155;  miscellaneous, 
55,498  and  46,156;  total,  1922,  174,799;  1921,  137,449;  1920,  183,137. 

Pocahontas  district:  Grain  and  grain  products,  237  and 
157;  live  stock,  72  and  62;  coal,  23,167  and  13,347;  coke,  230  and 
144;  forest  products,  1,189  and  1,404;  ore,  20  and  8;  merchandise, 
L.  C.  L.,  5,916  and  5,156;  miscellaneous,  3,613  and  3,291;  total, 
1922,  34,444;  1921,  23,569;  1920,  34,326. 

Southern  district:  Grain  and  grain  products,  3,618  and 
3,052;  live  stock,  2,087  and  1,682;  coal,  23,976  and  16,043;  coke, 
546  and  545;  forest  products,  17,283  and  13,317;  ore,  655  and  716; 
merchandise,  L.  C.  L.,  38,615  and  35,730;  miscellaneous,  44,629 
and  40,939;  total,  1922,  131,409;  1921,  112,024;  1920,  130,800. 

Northwestern  district:  Grain  and  grain  products,  10,795 
and  10,022;  live  stock,  7,589  and  7,627;  coal,  7,285  and  4,603; 
coke,  1,373  and  777;  forest  products,  16,290  and  15,512;  ore,  785 
and  876;  merchandise,  L.  C.  L.,  27,705  and  26,500;  miscellaneous, 
30,947  and  27,117;  total  1922,  102,669;  1921,  93,034;  1920,  11,379. 

Central  Western  district:  Grain  and  grain  products,  10,257 
and  10,397;  live  stock,  9,415  and  9,847;  coal,  21,920  and  12,593; 
coke,  225  and  158;  forest  products,  4,690  and  4,218;  ore,  936  and 
2,061;  merchandise,  L.  C.  L.,  31,846  and  31,269;  miscellaneous, 
33,782  and  31,267;  total,  1922,  113,071;  1921,  101,810;  1920,  119,750. 

Southwestern  district:  Grain  and  grain  products,  5,004  and 
4,629;  live  stock,  2,239  and  1,984;  coal,  5,612  and  3,694;  coke, 
207  and  133;  forest  products,  7,436  and  6,306;  ore,  592  and  474; 
merchandise,  L.  C.  L.,  16,006  and  17,115;  miscellaneous,  22,292 
and  24,164;  total,  1922,  59,388;  1921,  58,499;  1920,  65,477. 

Total,  all  roads:  Grain  and  grain  products,  39,896  and 
35,919;  live  stock,  26,722  and  26,494;  coal,  190,683  and  125,968; 
coke,  8,502  and  5,806;  forest  products,  54,599  and  49,558;  ore, 
5,310  and  6,091;  merchandise,  L.  C.  L.,  237,538  and  211,391;  mis- 
cellaneous, 260,119  and  230,169;  total,  1922,  823,369;  1921,  691,396; 
1920,  855,060. 


April  1.  1922 


THE    TRAFFIC     WORLD 


721 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfportrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Point* 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

Hamburg  and  Bremen 

We  Solicit  General  Cargo 

COAHOMA  COUNTY. S"1'"*  from  Mobil*  April  4th.  Sailin*  from 
Penucola.  April  8th.  for  Liverpool  and 
Cardiff. 

A-l     STEAMER  ..Sailing    from    Praacola    April    20th.     8*11- 

In*    from    Mobile.    April    29th.    for    Liver- 
pool and  Manchester. 

HAS  I  KI;\   SUN  or 

A-l  STEAMER Sailinc  from  Mobile.  May  15th.  for  Liver- 
pool and  Belfart. 

EFFINGHAM    .  .  .Sailiw    from    Mobile.    April    ith.     Sailin* 

from    Prnaarola.    April    10th.    for    London. 
Hall    and     Sonderland. 

WILOWOOD Sailinc  from  Mobile.  April  25th,  for -Lon- 
don and  Portcmooth. 

WEST  HARI>AWAY..8alliB*  from  Mobil*  April  «th.  Salllnc 
from  Pcnaacola.  April  Ith.  for  Bremen 
and  HamhuraT. 

Waterman  Steamship   Corporation 

MOBILE.  ALABAMA 
Our  Service  Backed  by  It  Yutr*'  fzpen.no. 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 

BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

(San  Pedro  Dist. 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Ratet  and  Particular*  Apply  to 

Atlantic-Gulf   &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


PkllaaMrhla 
11*  8.  TklH  BL 


1*17 


Pilta»>«rr!i 
OUnr    BalMiR 


Naw  Tark 
41    Braadwar 


14*  The  Arcad* 

Ga.  Oakland.   Cat 

Bank  *  Treat  Bide.  Parr  T.rialn.l 

Laa    Aac>lr>.    Cal.  Portland.    Or*. 

41T    Van    N«ya    Bide  M|    Tl,|.   a,   TrMt   Bld, 

14»«    L.   C.   8.1th   Bid*..   Saattk.   WaaV 
E*Mi  4*1  ETUoXt  Sa.   BMtr..  B.f.l..  N.  T. 


"Ship  by  Water" 


•    :~ 


PROMPT,  REGULAR  SERVICE  VIA 


WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 

AND 

Los  Angeles.    San  Francisco 

Portland,  Astoria, 
Seattle  and  Tacoma 

Thru   bill*  of  lading  luued  to  San  Di*(O,  Oakland,  Stockton  and 

Sacramento.  California;  Hawaiian  and  Far  East  Ports; 

Crajrs  Harbor  and  Puf*t  Sound,  Wash. 

For  rates.  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15   Moore  Street,   New  York  TsUsheo..  B.,lin,  Crew  7M4 

Baltimore.  Md.  Philadelphia,  Pa.  Pittsburgh,  Pa. 

39  South  Slr»«t  Draitl  Building  Oliver  Building 

And  at  ear  Branch  OftWti  la  LM  An(«Ui.  San  FrancUr*.  Portland,  SvatlU  and  Taroma 


HAITK  SCANDINAVIAN 

FAST  FREIGHT  SERVICE 


To   Libau,   Riga,    Reval    and    Helsingfors 

Other  Baltic-Scandinavian  Port*  at  Cargo  Offer* 
U.  S.  S.  B.  A-l   Steel   Steamers  Carrying  U.  S.  Mail 

FROM  PHILADELPHIA 
S.  S.  Eaitport Middle  of  April 

FROM  NEW  YORK 

S.  S.  Eaitport Middle  of  April 

(Now  Receiving  Pier  it,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and 
Scandinavian  Ports 

Whtn   tripping    Co   Ball ic-Sca ndinaiiar,   forli  iptclfy 


STEAMSHIP  COMPAMYjHc- 

2  STONE  ST.N.Y.C.^iv///7,7  Green  2953'd 


Philadelphia  Agents:  S.L. BURGESS  &  CO. 
928  LAFAYETTE  &\.DG.Lom6aref2972 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


EXPRESS  COMPANY  SERVICE 

Editor  The  Traffic  World: 

With  reference  to  our  letter  of  January  24  published  in  The 
Traffic  World  of  January  28  regarding  poor  express  service  to 
Chattanooga,  Tenn.: 

Due  to  the  wide  publicity  given  in  The  Traffic  World  the  Ex- 
press company  got  busy  on  the  shipment  in  question  and  made 
a  very  satisfactory  explanation.  It  seems  as  though  a  new  clerk 
was  hired  at  Chattanooga  and  due  to  a  very  easily  made  error, 
same  was  overlooked.  We  have  their  assurance,  however,  that 
they  will  give  these  matters  closer  attention  in  the  future. 
The  Sandusky  Cooperage  &  Lumber  Co., 

D.  A.  Lingel,  Traffic  Manager. 
Toledo,  O.,  March  24,  1922. 

Editor  The  Traffic  World: 

We  have  noted  letter  of  Mr.  J.  H.  Butler,  manager,  loss  and  . 
damage  department,  American  Railway  Express  Company,  pub- 
lished in  The  Traffic  World  of  February  4,  and,  needless  to  say, 
we  cannot  accept  his  reasons  for  a  universal  closing  hour  not 
later  than  5:00  p.  m.  for  pick-up  service. 

He  is  mistaken  in  his  statement  that  the  railway  freight 
stations  close  universally  at  4:00  p.  m.  The  freight  stations  of 
all  the  lines  operating  into  and  out  of  Houston  close  at  4:30  p.m. 

The  difference  in  the  method  of  handling  express  and 
freight  is,  in  our  opinion,  sufficient  argument  for  a  6:00  p.  m. 
pick-up  service. 

As  for  duplication  of  service,  we  can  say  that  in  our  case 
such  a  thing  is  improbable.  One  wagon  for  each  of  the  express 
stations  serves  a  very  limited  district  and  the  later  pick-up  serv- 
ice is  not  only  agreeable  to,  but  desired  by  those  served. 

Regarding  Mr.  Butler's  statements  as  to  the  fixing  of  th« 
wages  of  express  employes  by  the  Labor  Board,  we  are  fully 
conversant  with  these  facts.  We  would  like  to  have  him  ex- 
press himself  as  to  just  when  the  management  deems  it  neces- 
sary to  pay  overtime  to  its  vehicle  men. 

The  average  daily  tonnage  delivered  by  our  company  to  the 
express  company's  station  would  not  only  warrant  the  payment 
of  several  hours  overtime,  but  would  warrant  the  company  pro- 
viding an  extra  wagon  to  take  care  of  our  needs. 

We  have  studied  this  "pick-up"  subject  from  every  angle, 
and  cannot  convince  ourselves  that  the  proper  adjustment  of 
service  has  been  made. 

During  the  period  of  federal  control,  when  the  slogan  was 
"patriotism,"  the  shipping  public  cooperated  with  the  express 
company  to  the  fullest  extent,  now  that  conditions  have  changed, 
it  occurs  to  us  that  the  express  company  is  taking  advantage  of 
the  situation,  in  that  it  is  not  rendering  the  service  for  which 
it  is  receiving  renumeration. 

Southern  Drug  Company, 

E.  L.  Williams,  Traffic  Manager. 
Houston,  Tex.,  March  23,  1922. 


ent  supply  of  bills  of  lading.  Most  concerns  have  at  least  one 
year's  supply  on  hand  and  if  they  are  forced  to  discontinue 
using  them  it  will  make  considerable  expense,  which  should  and 
could  be  avoided  by  the  Commission  using  a  little  discretion 
and  granting  an  extension  of  at  least  one  year  from  July  1,  1922. 

If  all  shippers  would  state  such  views  to  the  Commission 
undoubtedly  such  an  extension  would  be  granted,  for  undoubt- 
edly, when  the  Commission  passed  this  ruling  it  was  an  over- 
sight on  its  part  in  granting  such  a  small  extension. 

Thomas  Dudley,  Traffic  Manager, 

Atterbury  &  McKelvey. 

New  York,  N.  Y.,  March  28,  1922. 

Editor  The  Traffic  World: 

Referring  to  the  various  letters  in  The  Traffic  World  re- 
garding use  of  old  bill  of  ladings  after  July  1  and  the  several 
statements  they  have  written  the  Commission  requesting  that 
the  time  be  extended  until  March  15,  1923:  Promptly  on  receipt 
of  supplement  No.  15  to  Consolidated  Freight  Classification  No. 
2  we  wrote  the  Commission  and  we  received  the  same  advice 
as  W.  J.  Schultz,  traffic  manager  of  the  I.  J.  Cooper  Rubber 
Company,  which  was  published  in  The  Traffic  World,  March  25. 

The  Commission  in  its  announcement  No.  4844,  in  the  mat- 
ter of  bill  of  lading,  states  the  utmost  the  Commission  could 
do  would  be  to  indicate  that  it  approved  of  such  a  practice.  It 
appears  from  this  statement  that  the  shippers  should  take  this 
matter  up  directly  with  Mr.  Robert  N.  Collyer,  chairman,  Uni- 
form Bill  of  Lading  Committee,  143  Liberty  Street,  New  York, 
and  not  bother  the  Commission.  It  is  a  matter  between  the 
carriers  and  the  shipper. 

As  a  matter  of  business,  we  would  suggest  that  the  request 
be  made  to  Mr.  Collyer  to  extend  the  time  until  March  15,  1923 
There  appears  to  be  no  difference  whether  the  carriers  would 
extend  this  time  three  or  six  months;  the  same  condition  and 
circumstances  would  exist  regardless  of  what  length  of  time  is 
extended  to  the  shipper  in  using  the  old  form  of  bills  of  lading. 

We  do  not  feel  that  the  carriers  will  take  an  arbitrary 
stand  against  extending  this  time  if  it  is  explained  that  a  great 
number  of  shippers  have  enough  bills  of  lading  on  hand  to  last 
approximately  a  year's  time  and  that  they  would  be  put  to  a 
great  expense  in  discarding  the  old  bills  of  lading  and  that  it 
is  a  question  whether  or  not  the  bill  of  lading  firms  would  be 
able  to  furnish  all  the  shippers  new  bills  of  lading  before  July 
1;  all  the  shippers  can  do  if  the  new  stock  of  bills  of  lading 
do  not  show  up  is  to  tender  their  shipments  under  the  old  form 
of  bill  of  lading  they  will  have  on  hand  at  that  time. 

E.  P.  Ryan,  Traffic  Manager, 

The  Brown  Fruit  Co. 

Grand  Island.  Neb.,  March  28,  1922. 


SIMPLIFICATION  OF  TARIFFS 

Editor  The  Traffic  World: 

The  article  under  the  head  of  "Simplification  of  Tariffs," 
printed  in  the  Open  Forum  March  25,  seems,  in  my  opinion,  to 
be  the  keynote  to  what  a  great  many  shippers  have  to  contend 
with  at  the  present  time. 

The  Commission  should  be  induced  to  adopt  a  rule  com- 
pelling the  publishers  of  tariffs  to  simplify  the  issues,  at  least 
to  the  extent  that  a  traffic  man  familiar  with  the  art  can  suc- 
cessfully locate  the  rate  he  desires  without  too  much  difficulty. 

The  poem  following  this  article  tells  the  tale  and  the  writer 
should  be  congratulated. 

We  hope  some  serious  thought  will  be  given  this  subject 
by  those  in  charge  in  the  near  future  to  benefit  all  concerned. 

John  Pritzlaff  Hdwe.  Co., 
George  Mergener,  T.  M. 

Milwaukee,  Wis..  March  29,  1922. 


USE  OF  OLD  BILLS  OF  LADING 

Editor   The   Traffic  World: 

Referring  to  Mr.  Poller's  article  in  The  Traffic  World  of 
March  25  regarding  the  use  of  old  bills  of  lading,  beg  to  say 
that  I  am  thoroughly  in  according  with  his  views  and  see  no 
reason  why  shippers  should  not  be  allowed  to  use  up  their  pres- 


STATE  AND  INTERSTATE  REGULATION 

Editor  The  Traffic  World: 

The  recent  decision  of  the  U.  S.  Supreme  Court  in  the  Wis- 
consin passenger  fares  case  perhaps  did  not  extend  the  power 
ef  federal  commission  and  courts  so  drastically  over  state  rates 
and  transportation  problems  as,  at  first  impression,  the  public 
gathered  the  impression  that  it  did.  But,  following  the  long 
line  of  decisions  since  the  Shreveport  case,  wherein  the  federal 
regulatory  powers  have  constantly  encroached  upon  state  regu- 
lation, the  action  of  the  federal  Railroad  Administration  through 
General  Order  28  and  other  orders,  nullifying  our  state  2  cent 
passenger  fare  laws,  baggage  rate  laws,  freight  rate  laws,  and 
the  final  increase  of  August,  1920,  this  decision  brought  the  gen- 
eral public  to  a  climax  in  its  feelings  .upon  this  question. 

In  Nebraska,  our  2  cent  passenger  law  was  superceded  by 
a  3  cent  federal  administration  order,  and  despite  our  railroad 
commission's  stand  by  a  three  and  six-tenths  cent  fare,  our 
class  rate  schedule  of  jobbing  point  rates  was  superceded  by  a 
schedule  of  rates  fixed  by  the  Interstate  Commerce  Commission, 
and  the  state  commission  cannot  take  jurisdiction  of  an  adjust- 
ment of  rates  between  points  altogether  within  the  state,  and 
the  Interstate  Commission  doesn't  seem  to  want  to,  and  is  too 
busy  to  give  prompt  disposition  due  to  pressure  of  work  already 
on  its  docket.  The  public  so  generally  feels  that  a  general  re- 
adjustment of  freight  rates  must  proceed  a  psychological  turn 
in  business  in  many  lines,  especially  live  stock,  agricultural, 
sand  and  gravel  lines,  and  numerous  lines  applicable  to  Nebraska, 
that  it  feels  the  Interstate  Commerce  Commission  is  too  far  away 
and  is  beginning  to  complain  that  the  state  railway  commis- 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

5M.M*  SQUARE  FEET  FLOOR  SPACB 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


INDIANAPOLIS,  IND.j 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  twitching  with  all  railroad*.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Pour  Sidings 


Chattanooga 
Understands 

Merchandise 
Distribution 


1  The  Hub  of 


ihe   South 


We  showed  one  client  how  to  save 
lOc  a  hundred  shipping  to  Chatta- 
nooga by  rail  and  water  instead  of 
all  rail. 

Probably  we  can  help  you.  We're 
experts  on  Southern  rates  and  dis- 
tribution. 

Write  for  book  on  facts  and  rates. 


TRANSFER  &  STORAGE  CO 

CHATTANOOGA. TENN.      FKED.A.BRYAN    Pres 


THE  W.  L.  R1CHESON  CO. 


INCORPORATED 


FREIGHT  BROKERS 
AND  FORWARDERS 


Export  Shipping  for  Account  of 
Principals  Throughout  the  World. 


Main  Office) 

Suit*  1317-1326  Hihwrni.  Bank  Building 
NEW  ORLEANS 


401  Produce  Exchanfc 
NEW  YORK  CITY 


2nd  ROOT  St*«l«  Bide . 
GALVESTON 


515  Railway  Exchanf*  Bldf . 
KANSAS  CITY,  MO. 


Direct  Private  Wire  Service  Between  New  Orleani, 
New  York  and  Calveiton 


EXPORTERS 

Why  should  you  permit  European  competitors 
to  flood,  with  their  products,  the  market  of 
MEXICO,  when  you  have  the  goods  and  need 
the  business? 

We  have  an  intimate  contact  with  the  buyers 
of  Mexico.  Perhaps  we  can  assist  you  in  creat- 
ing an  interest  in  your  products. 

CAMPHUIS  &  CO,  Inc. 

FORWARDING    AGENTS 

LAREDO,  TEXAS 

Largest  and  most  efficient  forwarders  on  the 
Mexican  Border 


OFFICES 

Laredo.    Texas;    El    Paso,   Texas;    Eagle    Pass,   Texas 
Mexico  City  Monterey,  N.  L.,  Mexico 

Transportation  costs  greatly 
reduced  through  use  of  our 

PACKAGE  CARS 

Now  moving  via  National  Lines, 
"Insured  for  Preferred  Service" 

Write  for  full   particulars  and  request  a  copy  of  our 
Shipping  Instructions 
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sion  is  useless  and  if  the  federal  government  takes  all  of  its 
powers,  they  might  as  well  throw  it  on  the  scrap  heap.  Especially 
since  filing  as  a  candidate  for  nomination  as  state  railway  com- 
missioner in  this  state  has  the  writer  been  confronted  more  gen- 
erally with  this  lack  of  understanding  and  lack  of  confidence 
of  the  general  public  in  the  public  regulatory  bodies.  He  believes 
that  the  first  step  toward  remedying  this  will  be  to  bring  the 
authority  to  act  in  these  matters  back  closer  to  the  people — to 
have  such  rate  and  transportation  cases  as  arise  within  a  state, 
heard  by  men  who  live  in  the  immediate  territory  and  under- 
stand the  peculiar  conditions  of  the  said  vicinity — who  are 
somewhat  responsible  to  the  particular  unit  of  territory — and 
who  are  so  located  that  hearings  before  them  can  be  had  with 
expedition,  convenience  in  time,  and  saving  of  expense  to  the 
parties  concerned.  For  example:  Let  me  contrast  the  ease  with 
which  the  public  can  prepare  in  a  case  like  the  pending  live 
stock  rate  hearing  to  be  heard  jointly  by  a  member  or  examiner 
of  the  Interstate  Commerce  Commission  and  the  state  commis- 
sion, within  the  borders  of  the  state  as  against  the  recent  gen- 
eral freight  rate  investigation  wherein  it  was  necessary  to  go 
clear  to  Washington  to  introduce  any  evidence  as  to  the  effect 
of  present  rates  and  passenger  fares  upon  business  in  Nebraska, 
and  except  for  two  or  three  associations  with  paid  representa- 
tives and  our  state  commission's  representatives,  it  could  not 
be  done. 

The  chairman  of  our  state  commission  has  just  returned 
from  the  recent  conference  between  the  Interstate  Commerce 
Commission  and  representatives  of  state  utility  commissioners 
with  a  report  that  seemS  favorable  and  indicates  a  disposition 
to  restore  the  work,  if  not  authority,  to  local  bodies.  The  writer 
wishes  at  this  time  to  offer  for  the  consideration  of  the  Inter- 
state Commerce  Commission  and  others  interested  in  this  ques- 
tion, the  following  suggestion,  for  future  conferences: 

The  assignment  to  each  state  utility  commission  of  a  docket 
of  federal  or  interstate  transportation  and  regulatory  cases. 

That  cases  so  involving  interstate  rates  or  affecting  inter- 
state rates  that  if  tried  by  a  state  utility  commission  upon  its 
state  docket,  the  party  affected  adversely  will  go  into  federal 
district  and  superior  courts  with  them,  could  be  tried  by  the 
state  commission  (with  an  assigned  interstate  commerce  ex- 
aminer) and  decided  by  the  commissioners  who  hear  it.  This 
might  end  a  good  many  cases,  the  procedure  so  far  paralleling 
the  United  States  District  Court.  Many  of  the  present  examiner 
staff  of  the  Commission  would  be  relieved  of  some  of  their  pres- 
ent duties  and  could  constitute  a  Review  Board,  corresponding  to 
the  United  Circuit  Court  of  Appeals,  and  review  these  cases,  and 
•hear  those  affecting  more  than  one  state  in  their  original  aspect, 
now  tried  before  examiners  largely.  Such  cases  as  warrant  it, 
could  then  go  on  up  to  the  Interstate  Commerce  Commission, 
as  proper  cases  in  federal  judicial  system  go  to  the  United  States 
Supreme  Court 

This  suggested  plan  seeks  to  bring  the  work  back  closer  to 
the  general  public,  the  party  finally  interested  in  all  of  thes« 
matters,  as  well  as  the  carriers  or  utilities  themselves  are.  The 
same  struggle  is  going  on  for  preservation  of  state  and  local 
manifestation  in  governmental  conduct  in  the  federal  banking 
system;  between  naturalization  departments  and  state  courts; 
between  federal  bureaus  and  state  departments  in  many  other 
branches  of  the  government,  wherein  the  federal  powers  were 
vastly  strengthened  during  the  war  period.  If  such  a  plan  is 
not  reached,  it  will  call  for  some  system  of  regional  sub-inter- 
state-commerce commissions,  corresponding  to  the  Federal  Re- 
serve Bank  regional  boards,  but  while  that  would  be  better  than 
the  present  system  of  trying  to  direct  all  the  work  out  of  Wash- 
ington, it  would  hardly  be  as  satisfactory  as  to  try  such  cases 
within  the  borders  of  our  state  to  men  selected,  in  part  at  least, 
by  the  people  of  our  own  state. 

The  writer  will  welcome  suggestions,  criticisms,  elabora- 
tions, amendments  or  alterations  to  the  plan  roughly  outlined 
above  and  gladly  consider  and  discuss  the  same  with  others  in- 
terested in  this  problem. 

Grand  Island,  Neb.,  March  24,  1922.  Dale  P.  Stough. 


LOSS  AND   DAMAGE   CLAIMS 

Mr.  C.  H.  Dietrich,  Freight  Claim  Agent, 
Chicago,  Milwaukee  &  St.  Paul  R.  R.  Co., 
Chicago,  111. 

The  writer  has  been  much  impressed  with  the  series  of 
articles  written  by  you  for  The  Traffic  World  on  the  -subject  of 
loss  and  damage  claims  and  has  read  them  with  deep  interest, 
especially  so  because  the  product  of  our  industry  consists  of  a 
container  largely  used  in  the  transportation  and  marketing  of 
many  commodities. 

This  subject  has  an  interest  which  goes  beyond  the  mone- 
tary loss  to  the  carriers,  as  it  entails  an  economic  loss.  While 
the  efforts  being  put  forward  by  the  carriers  at  this  time  to 
eliminate  causes  for  loss  and  damage  and  thereby  save  the 
enormous  waste  incurred  in  transportation,  it  is  incomprehensible 
to  the  writer  why  one  of  the  fundamental  conditions  together 
with  its  remedy  has  not  been  suggested,  so  far  as  he  knows. 

In  some  of  your  articles,  for  instance  the  16th,  in  the  August 


6,  1921,  issue  of  The  Traffic  World,  you  make  the  following  perti- 
nent statement: 

It  is  an  interesting  question  as  to  what  extent  unsuitable  and 
inadequate  containers  are  responsible  for  the  great  number  of  dam- 
aged packages  thrown  back  on  carriers'  hands  for  disposition,  and  I 
have  sometimes  thought  that  our  classification  committees,  which 
pass  on  the  question  of  containers  and  their  adequacy,  might  do  well 
to  visit  some  of  our  large  salvage  freight  warehouses  and  see  the 
evidence  piled  up  there  testifying  unmistakably  to  the  fact  that  cer- 
tain commodities  are  found  here  in  such  quantities  that  there  must 
he  something  wrong  with  the  manner  in  which  they  were  prepared 
for  transportation. 

This  comes  nearer  touching  upon  the  point  we  have  in  mind 
than  anything  that  has  heretofore  come  to  our  attention  in  con- 
nection with  the  subject  of  loss  and  damage. 

Admittedly,  a  very  considerable  portion  of  the  loss  incurred 
by  the  carriers  in  this  respect  is  directly  chargeable  to  insuffi- 
cient packing.  First  and  foremost,  the  nature  of  the  container 
itself  enters  into  this  matter,  but  with  the  exception  of  a  few 
isolated  instances,  we  know  of  no  comprehensive  or  detailed 
study  that  has  been  made  by  the  carriers  of  the  character  and 
classification  of  various  kinds  of  containers  generally  used  in 
the  transportation  and  marketing  of  many  products.  So  far  as 
•articles  coming  under  the  jurisdiction  of  the  Bureau  of  Ex- 
plosives are  concerned,  this  matter  has  been  taken  care  of  ef- 
fectively; also  in  the  case  of  fruit  and  vegetable  packages,  at 
least  in  some  sections  of  the  country. 

But  there  are  a  multitude  of  commodities  moving  daily  that 
use  many  and  various  kinds  of  containers.  Admitting  the  de- 
sirability, from  every  standpoint,  of  the  use  of  the  best  container 
adaptable  for  different  commodities,  we  are  only  stating  a  fact 
when  we  say  that  the  barrel  is  universally  recognized  as  being 
(he  most  substantial  container  available,  but  it  is  significant  that 
cooperage,  as  well  as  other  really  effective  containers,  in  their 
very  nature,  are  more  expensive  and  herein  lies  the  reason  why 
flimsy  and  inadequate  containers  are  generally  used  with  the 
resulting  tremendous  loss  and  damage. 

Obviously,  the  choice  of  a  container  is  largely  influenced  by 
its  relative  cost,  and  in  view  of  the  responsibility  resting  upon 
the  carriers  to  safely  transport  and  deliver  traffic  receipted  for 
by  them,  the  shipper  has  but  a  secondary  interest  in  the  form 
of  container  used.  True,  his  interest  is  a  real  one  in  that  the 
condition  in  which  his  product  reaches  the  consumer  or  buyer 
directly  affects  his  business,  nevertheless  as  a  rule  the  situation 
is  as  stated. 

In  any  event  the  remedy  lies  in  the  hands  of  the  carriers, 
and  in  this  connection  it  might  be  noted  that  the  tendency  toward 
smaller  packages  has  been  a  very  important  factor  in  the  situa- 
tion. In  .former  years,  many  products  were  shipped  and  mar- 
keted in  bulk  quantities,  for  which  containers  such  as  barrels 
were  generally  used  and  the  matter  of  loss  and  damage  was  a 
relatively  incidental  one  and  certainly  of  such  insignificant  pro- 
portions compared  to  the  present  time  that  it  was  simply  ac- 
cepted as  one  of  the  incidental  hazards  of  transportation.  This 
situation  can  best  be  illustrated  by  referring  to  flour  and  in  this 
connection  I  have  noted  with  interest  your  fifth  article,  appear- 
ing in  the  March  5,  1921,  issue  of  The  Traffic  World.  You  have 
clearly  stated  the  situation,  but  in  our  estimation  have  entirely 
overlooked  the  real  cause  and  remedy. 

In  later  years  there  has  been  a  pronounced  tendency  to  the 
shipment  and  marketing  of  flour  in  small  packages  with  the  re- 
sult that  there  are  enormous  quantities  of  small  paper  sacks 
used  at  the  present  time,  to  say  nothing  of  flimsy  cotton  sacks. 
This  tendency  has  been  particularly  pronounced  during  the  last 
few  years  and  its  cause  can  be  directly  traced  to  a  situation 
created  by  the  carriers  themselves  and  which,  incidentally, 
touches  upon  the  really  effective  and  direct  remedy  that  can  be 
applied  by  the  carriers  to  this  entire  proposition.  It  also  illus- 
trates the  direct  relation  of  dollars  and  cents  cost  of  package 
and  transportation  of  the  kind  of  container  used. 

For  many  years  the  carriers,  while  applying  the  same  rate 
in  cents  per  hundred  pounds  on  shipments  of  flour,  whether 
packed  in  barrels  or  sacks  (paper,  cotton  or  jute),  provided  for 
an  estimated  weight  per  barrel  of  flour  of  200  pounds.  This 
allowed  approximately  4  pounds  for  the  weight  of  the  barrel, 
which  actually  weighs  about  18  pounds.  The  history  of  this 
estimated  weight,  so  called,  is  as  follows: 

Years  ago  when  water  transportation  was  exclusively  avail- 
able, transportation  charges  were  made  and  assessed  on  a  per 
package  basis.  As  railroads  were  built  and  came  into  competi- 
tion with  water  carriers,  they  also  published  their  rates  on  a 
per  package  basis.  During  the  course  of  time,  the  desirability 
of  publishing  rates  on  a  per  hundred  pounds  basis  became  ap- 
parent, and  in  doing  so  the  carriers  made  the  per  hundred 
pounds  rate  on  flour  half  of  that  applicable  per  barrel  of  flour 
and  established  an  estimated  weight  of  200  pounds  per  barrel. 
Incidentally,  it  might  be  mentioned  that  at  that  time  barrels 
were  made  largely  of  oak  timber  and  weighed  considerably  in 
excess  of  18  pounds.  Some  few  years  ago,  however,  the  carriers 
in  the  Official,  Western,  and  Southern  Classification  territories, 
conceived  it  to  be  an  iniquity  to  continue  carrying  an  estimated 
weight  per  barrel  of  flour  and  no  doubt  also  scenting  a  probable 
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Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Taooma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "REDHOOK"    From  the  Gulf— Early  April 

SS  "ELDORADO"       ' Second  hajf  April 

SS  "NYANZA"  End  of  April/Eirly  MIT 

SS  "OSAGE"    .    From  Pacific  Coa.t—UU  March /Early  April 

SS"HOBOKEN "        MiddU  •(  April 

SS  "REDHOOK"      "  "  "         End  o<  April     Early  May 

Ratca  quoted,  hooking^  and  ocbar  informatiaa  farolalMd  npcat 

•  PPUCflaliMiai 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orlean.,  La. 

I.  SWAYNE  *  HOYT.  Ina. 

San  FraJMtaoo.  Calif. 


M  Bro.d   3«. 
N.w  York  Cllf 


»rr 

__  ,    World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Galveston 


London 
Liverpool 
Manchester 
Glasgow 


TO 

Avonmouth 
Southampton 
Antwerp 
Hamburg 


Brunswick 


Danzig 
Gibraltar 
Genoa 
Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  F«tt«rolf,  Freight  Traffic  Manager 

I.  0.  Roth.  Gin.  WMttra  Freight  Agt         T.  0.    Martin.   N.   W.    Freight  Agt 
7    S«th    La   Sail.    Str»tf.  Matropolltan    Lit.    Building 

Chicago.    Illlfloli.  Mlnnxpolli.    Minn. 

E.    J.    MoConMll.    South. Mt«rn    Fnlght    Agtnt. 
1 101     LMUI!    Strtot.     St.     Lonli.     Mo. 

Ufflrri 

5~^tf*-.ll'~'«r»»  «•*    Grlnni.     Hllxrnla    Bank    Bldg. 

(ialvciton.    Cotton    Exchange   Bldg 
Norfolk.  Flatlron  Bldg. 
Hnuiton.    Cotton    Exonuga    Bldg. 


&j^"-ifi*Ss.j, 


nia      I  ouru     Bldg.  riou.ton.    Cotton    EXOHUM    Bldg. 

Baltlaiara.     ^baaikar    or    Commirct      Mibllt.    Ala..    Mobil.    Linen. 
Towata.    1001    Retal    Bank    Bldg.         Portlua1.     Mr.     I     India    etreit. 


100  A-l  Steel 
Steamers 


NAWSCO  LINES 


Fortnightly 
Sailings 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
PHILADELPHIA,  PA. 

NEW  YORK,  N.  Y. 
BALTIMORE,  MD. 


and 


SAN  DIEGO 
LOS  ANGELES 
SAN  FRANCISCO 
OAKLAND 


ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  a.rvic*>  from  NEW  YORK,  BOSTON  and. BALTIMORE 


Through  Billi-of-Lading  to  Hawaiian  Itlandt  and  the  Far  Eatt 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


136  South  Fourth  Street,  Philadelphia 
36  Exchanf*  Street,  Portland 


Ownara  and  Oparatora  V.  S.  Shipping  Board  Shlpa 

111  Summer  Street,  Boston 

11  Moore  Street,  New  York  City 

503  Keyier  Building,  Baltimore 


601   Beaaemer  Building,  Pittsburgh 
112  West  Adam*  Street,  Chicago 


or, 


ADMIRAL  LINE,  Pacific  Coast  Ports 
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increase  In  revenue,  canceled  said  estimated  weight  per  barrel 
of  flour. 

It  Is  true  that  their  action  was  sustained  by  the  Interstate 
Commerce  Commission  on  the  broad  ground  that  there  exists 
no  justifications  for  the  publication  of  estimated  weights  which 
are  admittedly  less  than  the  actual  weights. 

At  that  time  the  writer  interviewed  traffic  officials  of  many 
lines  east,  west  and  south,  and  called  attention  to  the  direct  con- 
sequences that  would  ensue  from  the  elimination  of  an  estimated 
weight  per  barrel  of  flour,  explaining  that  the  resulting  increased 
transportation  cost  of  flour  in  barrels  would  further  accentuate 
the  increased  cost  of  flour  in  barrels  to  the  consumer,  as  it 
would  further  penalize  the  admittedly  really  effective  and  best, 
but  more  expensive  container,  namely  the  barrel.  The  develop- 
ments of  the  last  few  years  have  fully  verified  this  prediction. 

Some  five  or  six  years  ago,  approximately  11  per  cent  of 
the  total  production  of  flour  was  shipped  in  barrels;  today  it  is 
probably  less  than  2  per  cent,  with  the  result  that,  the  loss  and 
damage  incurred  by  the  carriers  in  the  transportation  of  flour 
has  increased  enormously.  It  represents  an  appreciable  per- 
centage of  the  total  revenues  of  the  carriers  for  the  transporta- 
tion of  flour.  All  available  statistics  on  the  subject  will  show 
that  almost  100  per  cent  of  the  loss  and  damage  incurred  on 
flour  was  in  connection  with  sacked  shipments. 

It  is  perfectly  obvious  that  the  present  rates  on  flour,  being 
the  same  whether  shipped  in  barrels,  jute  sacks,  cotton  sacks 
or  paper  sacks,  encourages  and  are  responsible  for  the  use  of 
flimsy  containers. 

We  have  gone  into  detail  in  illustrating  the  effect  of  freight 
rates  on  the  use  of  different  forms  of  containers  for  flour.  How- 
ever, the  same  situation  prevails  as  to  many  products  and  com- 
modities transported  by  the  carriers.  The  obvious  remedy  would 
be  the  adjustment  of  classification  ratings  and  of  commodity 
rates  on  products  and  commodities  that  would  discourage  rather 
than  encourage  the  use  '  of  the  lighter,  cheaper,  flimsy  and 
fragile  containers;  in  other  words,  looking  to  the  ultimate  rather 
than  the  immediate  earnings  of  the  carriers.  Assuming  that 
this  were  general  and  the  use  of  heavier  and  stronger  containers 
encouraged,  the  effect  upon  the  net  revenue  of  the  carriers 
through  the  practical  elimination  of  loss  and  damage  is  apparent. 
A  study  of  the  relative  transportation  charges  on  such  pack- 
ages will  show  that  classification  ratings  are  so  adjusted  as  to 
discourage  their  shipment  and  use,  and  the  ultimate  saving  to 
the  carriers  through  the  elimination  of  loss  and  damage  result- 
ing from  the  use  of  heavier  and  stronger  containers  is  abso- 
lutely lost  sight  of  or  ignored. 

The  point  we  have  in  mind  is  that  an  adjustment  of  classi- 
fication ratings  on  finished  containers  and  on  the  products,  which 
takes  into  consideration  the  kind  of  container  used,  would 
promptly  and  effectively  provide  an  immediate  remedy  for  much 
of  the  loss  and  damage  now  being  incurred  by  the  carriers.  In 
the  aggregate  this  loss  reaches  alarming  proportions.  Ad- 
mittedly, too,  a  duty  rests  upon  the  carriers  to  safely  deliver  in- 
tact and  in  good  condition  products  entrusted  to  them  for 
transportation. 

V.  W.  Krafft,  Secretary  and  Manager, 

The  Associated  Cooperage  Industries. 
St.  Louis,  Mo.,  March  24,  1922. 


NEW  WAREHOUSE  AND  SHIPPING  SERVICE 
Offering  a  new  and  more  cooperative  service,  the  Merchants 
Warehouse  and  Distributing  Company  has  recently  opened  a 
large,  modern  warehouse  in  the  heart  of  the  Central  Manufac- 
turing District  of  Chicago.  It  is  on  the  bank  of  the  south  branch 
of  the  Chicago  River,  at  36th  and  Iron  streets.  Water  as  well 
as  rail  shipping  is  at  the  disposal  of  the  shipper.  As  36th  street 
terminates  at  this  point  there  is  no  through  street  traffic  to  in- 
terfere with  loading  or  delivery.  The  dock  is  261  feet  long.  This 
permits  the  largest  lake  steamers  to  unload  into  the  warehouse. 
The  Merchants  Lighterage  Company  connects  with  all  western 
rail  carriers,  and  the  Chicago  Steamship  Lines,  which  reach  all 
Great  Lakes  and  seaboard  ports,  both  serve  this  dock.  The  Chi- 
cago Junction  Railway,  serving  the  warehouse,  connects  with 
all  railroads  entering  Chicago.  Four  tracks  enter  the  plant, 
which  has  a  twelve  car  capacity.  One  feature  of  this  service  is 
the  package  car  system  now  operating  in  conjunction  with  the 
Chicago  Junction  Railway.  Merchandise  is  loaded  at  the  ware- 
house into  cars  which  are  taken  to  a  concentrating  station  at 
39th  and  Winchester.  At  this  point  the  merchandise  is  loaded 
in  through  package  cars  operating  over  all  important  roads,  to 
all  important  cities  in  the  United  States.  The  building  itself 
is  of  fireproof  construction.  All  floors  are  provided  with  ample 
light  and  ventilation.  In  the  five  floors  and  basement  are  150,- 
000  square  feet  of  floor  space.  G.  H.  Anderson,  formerly  traffic 
manager  of  Manhattan  Electrical  Supply  Company,  Inc.,  is  presi- 
dent. Prank  M.  Pierce  is  treasurer,  and  A.  A.  Adams,  secretary. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  tnat  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 

if  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 

roblems.  we  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  :n  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
prwate  se'vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Tr.fflc  I.TTIO  Coruoraiion.  Colorado  Building,  Washington,  D.  C. 


W.   VA.    EXTENSION 

The  Virginian  &  Western  Railway  Company  has  applied  to 
the  Commission  for  authority  to  extend  its  line  in  Wyoming 
County,  West  Virginia.  3.6  miles  to  reach  undeveloped  coal  lands. 


Liability  of  Carrier  for   Loss  Through    Freezing 

Utah. — Question:  The  bill  of  lading  covering  shipment  of 
liquid  drugs  was  made  out  for  "2  cartons  drugs."  The  cartons 
were  plainly  marked  with  the  trade  name  of  the  preparation 
and  "Glass."  The  shipment  was  accepted  by  carrier  and  for- 
warded in  an  unprotected  car.  The  liquid  was  frozen  solid  en 
route,  many  of  the  bottles  bursting  from  the  expansion.  Be- 
sides the  loss  from  the  bursting  of  the  bottles,  the  balance  of 
the  shipment  was  injured  by  reason  of  the  constituents  of  the 
commodity  being  separated  through  freezing.  The  carrier  took 
the  unbroken  portion  of  the  shipment  back  for  salvage.  Claim 
was  filed  in  the  usual  manner,  but  has  since  been  declined,  as 
the  "original  bill  of  lading  did  not  specify  that  the  drugs  were 
freezable." 

This  carrier  does  not  operate,  so  far  as  we  can  ascertain,  any 
regular  protected  car  service. 

Will  you  kindly  advise  if,  in  your  opinion,  it  is  absolutely 
necessary  for  the  shipper  to  specify  "liquid  drugs"  on  a  bill  of 
lading  as  being  "freezable"  in  order  to  be  able  to  hold  the  car- 
rier liable  for  such  damage?  Also  if  the  removal  of  damaged 
merchandise  from  the  consignee's  premises  by  the  carrier  for 
salvage  purposes  constitutes  any  admission  of  liability? 

Answer:  There  is  considerable  controversy  concerning  the 
liability  of  carriers  for  loss  occasioned  by  freezing  and  no  uni- 
formity whatever  in  the  decisions  of  the  courts  on  the  subject. 
It  is  held  in  a  number  of  cases  that  while  freezing  weather,  such 
as  is  likely  to  cause  injury  to  fruit,  vegetables,  fruit  trees  and 
like  property,  is  not  deemed  an  act  of  God,  the  carrier  will  not 
be  held  liable  for  loss  from  such  cause  unless  by  some  fault  or 
negligence  on  its  part.  Other  cases  hold,  however,  that  a  car- 
rier is  liable  where  goods  are  frozen  owing  to  its  negligence 
either  in  shipping  at  a  season  of  the  year  when  a  freezing  spell 
might  reasonably  be  anticipated  or  in  not  properly  taking  care 
of  the  shipment  during  freezing  weather. 

If  a  carrier  is  liable  for  negligence  in  the  transportation  of 
the  goods  in  question,  we  do  not  believe  its  liability  is  affected 
by  the  lack  of  a  notation  on  the  bill  of  lading  respecting  the 
liability  of  the  goods  to  freeze,  as  the  nature  of  the  goods  was 
apparently  disclosed  by  the  description  thereof. 

The  removal  of  the  goods  from  the  consignee's  premises 
for  salvage  purposes  is  not  absolutely  determinative  of  the  car- 
riers' liability,  but  has  a  bearing  upon  the  matter. 

Delivery  to  Carrier — Necessity  for  Issuance  of  Bill  of  Lading 
New  York. — Question:  You  state  in  your  answer  to  "Ver- 
mont," on  page  334  of  February  11,  1922,  issue  of  The  Traffic 
World,  that  it  was  held  the  issuance  of  a  bill  of  lading  by  a 
carrier  adds  nothing  to  the  binding  force  of  the  contract  of 
carriage  and  a  verbal  agreement  to  accept  and  transport  a  car 
ol  designated  freight  which  is  being  loaded  when  the  agreement 
is  being  made,  becomes  a  complete  acceptance  of  the  shipment 
for  transportation,  when  the  loading  is  finished,  the  loaded  car 
being  on  the  railroad's  track,  where  it  was  placed  by  the  rail- 
road to  be  hauled.  Please  compare  this  with  your  answer  to 
"Washington"  on  the  same  page,  where  the  Supreme  Court  held 
that  as  to  cars  loaded  at  agency  stations  on  public  sidings  the 
carrier  is  liable  after  the  issuance  of  a  bill  of  lading,  even 
though  the  car  has  not  been  attached  to  a  train,  but  made  no 
ruling  as  to  cars  loaded  on  private  sidings. 

In  the  latter  case,  the  Supreme  Court  is  giving  significance 
to  the  issuance  of  the  bill  of  lading.  It  seems  reasonable  that 
the  issuance  of  the  bill  of  lading  should  not  be  determinative 
if  the  carrier  has  knowledge  that  the  shipment  is  being  loaded 
and  is  notified  when  it  is  loaded. 

We  are  desirous  of  having  your  opinion,  with  any  authority 
you  can  locate,  regarding  similar  cases,  but  where  shipments 
are  loaded  on  industrial  tracks.  The  railroad  on  whose  tracks 
we  are  located  will  not  sign  bills  of  lading  until  the  following 
morning  after  the  cars  have  been  pulled  from  our  siding  on  the 
night  switch.  They  seem  to  think  that  the  issuance  of  a  bill 
of  lading  would  increase  their  responsibility.  This,  of  course, 
would  not  have  application  if  they  removed  our  cars  from  OUK 
siding  with  absolute  regularity  every  night,  but  I  suppose  they 
feel  if  they  should  neglect  to  do  this  at  any  particular  time 
and  had  signed  the  bill  of  lading  the  evidence  would  be  against 
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Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  farther  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

0 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Wrilm  /«r  IllmtlrmttJ  took,  fort   Mmpi  mnd  Harbor  Information 

Board   of   Harbor   Commissioners 

LOS  ANGELES,  U.  S.  A. 


PORTS  AND  FREE  ZONES 

The  most  important  problems  now  before  the  American  business  man 
are  the  extension  of  his  FOREIGN  TRADE,  the  proper  adjustment  of  the 
TARIFF,  and  the  injection  of  BUSINESS  EFFICIENCY  into  GOVERN- 
MENT.  The  happy  medium  between  the  first  two  is  the  FREE  ZONE, 
and  the  proper  application  of  the  third  is  that  this  zone  be  located  where 
the  least  money  will  be  required  and  where  the  greatest  benefits  may  be 
obtained  from  the  money  invested. 

The  PORT  OF  TACOMA  calls  attention  to  a  site  adjacent  to  its 
terminal  properties  which  fully  meets  these  requirements.  ONE  THOU- 
SAND ACRES  of  tide  lands,  bounded  by  FOUR  TRANSCONTINENTAL 
RAILROADS  and  MODERN  TERMINALS,  served  by  the  cheapest 
POWER,  LIGHT  and  WATER  in  the  world,  situated  on  the  nation's 
finest  harbor,  and  this  harbor  a  portion  of  PUGET  SOUND,  the  true 
GATEWAY  TO  THE  ORIENT. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 
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them  in  case  of  car  or  cars  being  involved  in  some  disaster. 
In  my  opinion,  the  issuance  of  the  bill  of  lading  would  have  no 
force.  We  prefer  to  have  the  bills  of  lading  issued  when  the 
cars  are  loaded  for  convenience  sake. 

Answer:  We  do  not  locate  any  cases  which  pass  upon  the 
liability  of  a  carrier  for  damage  to  or  loss  of  goods  from  a  car 
standing  on  an  industrial  siding  awaiting  the  issuance  of  a  bill 
of  lading  after  carrier  has  been  notified  that  car  was  loaded 
and  ready  for  shipment,  other  than  that  of  Siebert  vs.  Erie 
R.  R.,  163  N.  Y.  S.  114.  In  this  case,  however,  the  car  had  been 
receipted  for  by  the  carrier,  although  bill  of  lading  had  not  been 
issued.  It  was  held  that  the  carrier  was  not  liable  for  loss  of 
goods  from  the  car,  because  of  the  provision  in  the  bill  of 
lading  which  exempted  the  carrier  from  liability  until  cars  were 
attached  to  trains.  In  the  new  bill  of  lading  form  this  exemp- 
tion has  been  restricted  to  apply  to  cars  received  or  delivered 
at  non-agency  stations. 

It  is  our  opinion  that  it  would  be  held  that  a  carrier  cannot, 
by  refusing  to  issue  a  bill  of  lading,  after  being  notified  that  a 
car  is  loaded  and  ready  for  transportation,  exempt  itself  from 
liability  for  damage  to  or  loss  of  goods  from  the  car  while  stand- 
ing on  the  shipper's  siding  awaiting  the  issuance  of  a  bill  of 
lading. 

Damages — Measure   of 

Pennsylvania. — Question:  What  do  you  consider  the  proper 
basis  for  recovery  on  loss  of  coal — invoice  price  plus  freight 
charges;  invoice  price  plus  freight  charges  plus  reasonable 
profit;  retail  price  less  freight  charges,  or  full  retail  price,  which 
would  be  cost  of  replacement  at  destination? 

Answer:  When  goods,  including  coal,  delivered  to  a  carrier 
for  shipment  are  lost  in  transit,  the  carrier  is  liable  for  the 
market  value  of  the  goods  at  the  place  of  destination  at  the 
time  when  delivery  of  the  goods  should  have  been  made,  less 
the  freight  charges  to  the  point  of  destination,  if  they  have  not 
already  been  paid. 

The  market  value  at  destination  is  the  reasonable  market 
value,  such  market  value  being  the  price  which  could  be  ob- 
tained in  the  open  market  for  bulk  quantities  and  not  the  retail 
price  for  small  quantities  sold  at  different  times. 

In  the  event  of  there  being  no  market  at  destination  for 
bulk  quantities,  it  is  proper,  in  accordance  with  the  decision  in 
Roth  Coal  Co.  vs.  L.  &  N.,  215  S.  W.  404,  to  use  a  value  arrived 
at  by  deducing  from  the  retail  price  the  cost  of  marketing  the 
coal  at  retail  and  the  cost  of  transportation,  the  result  approxi- 
mating the  market  value  in  bulk  quantities. 

The  invoice  price  plus  freight  charges,  while  a  convenient 
method  for  arriving  at  the  amount  of  damages,  is  not  the  value 
which  under  the  law  the  shipper  must  accept  in  settlement  of 
his  claim,  although  it  is  used  in  many  instances  and,  in  the 
absence  of  an  established  market  value  at  destination,  it  is 
evidence  of  the  value  of  the  goods  at  that  point. 

Unreasonable   Detention   of  Tank  Cars 

Illinois. — Question:  Under  date  of  June  14,  1921,  this  com- 
pany shipped  a  tank  car  loaded  with  gasoline  from  Okmulgee, 
Okla.,  to  Janesville,  Wis.,  car  routed  via  C.  M.  &  St.  P.-Kansas 
City.  This  car  while  in  train  riding  near  Farons,  la.,  met  with 
derailment,  caused  by  a  cracked  axle  under  another  car,  and  re- 
sulted in  extensive  damages  to  several  cars  in  the  train. 

The  C.  M.  &  St.  P.  authorized  repair  to  this  equipment,  done 
by  private  car  builders  at  their  expense.  However,  this  com- 
pany contends  it  was  damaged  to  a  greater  extent,  because  of 
the  fact  we  were  not  owners  of  the  car  and  were  obliged  to 
pay  a  rental  on  it  for  approximately  ninety  days  while  car 
was  undergoing  repairs  in  shop.  We  would  like  your  opinion 
in  the  case,  as  the  St.  Paul  has  questioned  the  legitimacy  of 
our  claim  and  also  wish  us  to  point  out  to  them  where  their 
company  was  negligent,  thereby  causing  the  damage  to  the  car. 
Answer:  In  the  case  of  the  Sun  Company  vs.  the  Penna. 
Company,  decided  by  the  Court  of  Common  Pleas  of  Allegheny 
County,  Pennsylvania,  it  was  held  that  a  carrier  was  liable  in 
damages  for  unreasonable  detention  to  a  tank  car  while  the 
car  was  being  repaired,  after  having  been  in  a  wreck.  This  is  the 
only  case  we  have  a  record  of  which  covers  this  particular  point, 
although  there  are  several  other  cases  which  involve  the  lia- 
bility of  the  carrier  for  delay  in  tank  cars  from  other  causes. 
See  Empress  Refineries,  Inc.,  vs.  Guaranty  Trust  Co.  of  New 
York,  271  Fed.  668,  and  Gustafson  vs.  Mich.  Cent.,  129  N.  E.  516. 

Routing  Conflict  Between  Bill  of  Lading  and  Marks  on  Package 

Oregon. — Question:  We  refer  to  our  inquiry  answered  on 
page  454,  Traffic  World  of  February  25,  1922. 

Your  answer  merely  cites  an  opinion  by  the  Interstate  Com- 
merce Commission  561  covering  similar  facts.  We,  however, 
would  like  to  have  your  comment  upon  the  carrier's  liability 
regardless  of  this  decision,  as  set  forth  in  section  10  of  the 
Uniform  Bill  of  Lading.  The  case,  to  us,  seems  to  be  very 
clearly  drawn  and  we  do  not  understand  how  a  carrier  could 
be  upheld  in  such  a  violation. 

Answer:  In  the  case  referred  to  in  our  answer,  the  change 
having  been  made  in  the  receipt  prior  to  the  signing  thereof 
by  the  carrier's  agent,  the  Commission  held  that  this  was  notice 


to  the  shipper  that  an  error  had  been  made  and  that  in  changing 
the  destination  named  in  the  receipt  conditions  were  not  nat- 
urally different  from  those  that  would  have  surrounded  the 
shipment  had  the  carrier  completely  filled  in  the  receipt  in  the 
first  instance. 

The  provisions  of  section  10  of  the  bill  of  lading,  on  the 
contrary,  relate  to  changes  made  in  the  bill  of  lading  after  the 
bill  of  lading  has  been  signed  by  the  carrier's  agent. 
(1)    Routing — Rate  Applicable  via  Higher  Rated   Route  Must  Be 
Paid  if  Shipper  Authorized  Forwarding  of  Shipment  via  that 
Route.    (2)    Undercharges— Limitation  for   Filing  Suit  There- 
for 

Pennsylvania. — Question:  During  the  year  1918  we  made  car- 
load shipment  of  our  products  and  when  bill  of  lading  was  sub- 
mitted to  the  freight  agent  he  advised  us  that  the  regular  route  to 
destination  was  embargoed  by  which  rate  applied.  We,  there- 
fore, in  order  to  get  shipment  through,  inserted  an  arbitrary 
route  in  the  bill  of  lading.  The  agent  then  accepted  same  and 
used  rate  applying  via  embargoed  route.  We  have  now  been 
called  upon  to  pay  additional  freight  on  account  of  the  dif- 
ference in  rate  used  by  freight  agent  and  the  combination  rate 
made  over  the  arbitrary  route. 

Would   this   charge  become  uncollectable   after  a   period  of 
.  three  years  from  cause  of   action   based   on   the   transportation 
act  of  1920,  paragraph   3,  section  16? 

Is  there  a  limitation  feature  of  the  transportation  act  of 
March  1,  1920,  which  would  make  it  retroactive  only  relating  to 
charges  accruing  subsequent  to  effective  date  of  act?  Our  con- 
tention is  that  the  through  published  rate  via  regular  route 
(embargoed  at  time)  should  stand. 

Answer:  (1)  As  the  shipment  moved  via  the  route  inserted 
by  you  in  the  bill  of  lading,  the  rate  via  that  route  is  applicable 
and  must  be  collected  by  the  carrier.  See  S.  C.  Woolman  & 
Co.,  Inc.,  vs.  T.  St.  L.  &  W.  R.  Co.,  48  I.  C.  C.  441,  and  Holgate 
Brothers  Co.  vs.  Penn.  R.  R.  Co.,  51  I.  C.  C.  515. 

(2)  There  is  nothing  in  the  act  which  makes  the  provi- 
sions of  section  16  relating  to  the  collection  of  undercharges 
by  a  carrier  within  three  years  after  delivery  of  the  shipment 
retroactive.  Suit  for  the  undercharge  may  be  brought  at  any 
time  within  the  period  of  limitations  of  the  statute  of  the  state 
where  suit  is  filed,  but  not  later  than  three  years  from  March 
1,  1920,  the  date  of  the  incorporation  of  the  three-year  limitation 
in  section  16  of  the  act. 

Estimated    Weight — Charges     Must     Be    Assessed    Upon,    Where 
Tariff  Provides  for  Use  Thereof 

Massachusetts. — Question:  In  your  issue  of  March  4,  1922, 
page  477,  there  is  published,  under  the  heading,  "Estimated 
Weights  on  Cabbage,"  an  Interstate  Commerce  opinion,  No. 
7397,  66  I.  C.  C.  300-2.  Our  interpretation  of  this  decision  is 
that  the  shipper  was  ruled  against  for  the  fact  that  they  claim 
weight  should  be  based  on  the  shipper's  actual  weights,  where 
the  shippers  have  facilities  for  weighing.  We  have  considerable 
cabbage  from  this  point,  and  we  are  having  similar  difficulty, 
but  our  weights  are  obtained  by  a  different  method  than  having 
the  shipper  himself  weigh  the  commodity.  Out  cars  are  all 
weighed  by  a  state  official  and  we  have  his  sworn  affidavit  as 
to  the  weights  and  number  of  crates  in  each  car,  and  our  con- 
tention is  that  this  is  sufficient  evidence,  as  none  could  be  better, 
to  warrant  us  cutting  down  the  weight  on  the  freight  bills  to 
the  weight  on  the  sworn  affidavit,  and  there  is  nothing  in  Glenn's 
Eastbound  Vegetable  Tariff  No.  1,  I.  C.  C.  A-330,  which  would 
prevent  us  from  paying  on  this  basis,  but  the  delivering  carrier 
here  in  Boston  cannot  quite  see  this  as  we  do. 

Answer:  As  Glenn's  Eastbound  Vevetable  Tariff  No.  1,  I. 
C.  C.  No.  A-330,  provides  for  estimated  weights  on  shipments 
of  cabbage  from  Florida  points  to  eastern  cities,  charges  must 
be  assessed  on  this  basis,  and  until  such  time  as  the  Commis- 
sion finds  that  charges  based  on  estimated  weights  are  unrea- 
sonable, a  carrier  may  refuse  to  refund  the  difference  between 
the  charges  based  upon  estimated  weights  and  those  based  upon 
the  affidavits  of  the  state  official. 

Liability  of  Carrier  for   Non-Delivery  of  Goods 

Ohio. — Question:  Can  the  carriers  claim  exemption  from 
loss  under  the  following  circumstances? 

Car  was  shipped  August  25,  1920,  as  one  carload.  On  No- 
vember 18  a  discrepancy  was  discovered  and  we  gave  carriers 
notice  of  such,  stating  that  claim  would  be  filed  as  soon  as  we 
were  able  to  ascertain  the  extent  of  the  loss.  No  acknowl- 
edgment of  this  letter  was  received.  After  considerable  delay 
(the  shipment  in  question  was  exported)  we  obtained  the  neces- 
sary documents  and  claim  was  filed  on  October  18,  1921.  Claim 
was  declined  by  the  carrier,  saying  that  they  could  prove  de- 
livery of  the  amount,  as  shown  on  the  bill  of  lading,  namely, 
one  carload.  Now,  what  we  wish  to  know  is,  can  they  decline 
this  claim  under  the  nine  months'  limitation  provided  in  the  ex- 
port bill  of  lading  and  does  the  fact  that  one  carload  was  called 
for  in  the  bill  of  lading  and  one  carload  delivered  have  any 
bearing  on  the  matter? 

Answer:  The  provision  in  the  bill  of  lading  relating  to  the 
filing  of  claims  within  nine  months  after  delivery  or,  in  case 
of  loss,  within  nine  months  after  a  reasonable  time  for  delivery 
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Airplane  view  of  Calveaton   harbor  and  port  facilities,   ihowing  slip  system  of  docks,  waterfront  tracks 

and  other  transportation  advantages. 

The  Port  of  Galveston 

has  for  many  years  stood  at  the  head  of  American  ports  in  quick 
dispatch  of  freight,  quick  release  of  cars  and  quick  turn  around 
of  ships.  All  these  things  assure  the  shipper  of 

SUPERIOR  PORT  SERVICE 

when  he  uses  this  port.  It  is  made  possible  by  the  wonderful  co-ordination 
existing  between  rail  and  water  terminals  and  the  personal  interest  we  take  in 
every  shipment  moving  in  or  out  of  this  gateway. 

Write  for  our  new  book  "The  Port  of  Galveston."     Address 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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has  elapsed,  Is  a  defense  to  the  carrier  in  a  suit  for  damages 
in  the  event  the  shipper  cannot  prove  that  a  claim  or  notice 
thereof  covering  the  particular  shipment  was  filed  within  this 
period  of  time.  Furthermore,  if  the  carrier  can  prove  delivery 
of  the  shipment  which  is  the  subject  of  the  claim,  the  shipper, 
of  course,  has  no  right  of  action  against  the  carrier,  as  the  basis 
of  his  cause  of  action  is  the  delivery  of  a  stated  amount  of  goods 
to  the  carrier  for  transportation,  and  the  failure  of  the  carrier 
to  deliver  any  part  or  all  of  the  amount  received  by  it  for 
t  ransportation. 

COMMISSION  DECISIONS 

The   Traffic   World   Washington  Bureau 

The  Commission  has  begun  the  issuance  of  its  sixty-eighth 
volume  of  reports.  Its  first  promulgation  of  loose  leaf  reports 
to  be  incorporated  in  that  volume  was  the  one  in  which  it  dis- 
posed of  the  question  raised  by  it  in  Ex  Parte  No.  80. 

The  current  loose  leaf  reports  are  material  to  be  incorporated 
in  the  sixty-sixth  volume.  Volume  67  is  to  be  devoted  to  finance 
reports,  as  was  the  sixty-fifth. 

How  long  it  will  be  before  the  government  printing  office 
will  be  able  to  turn  out  bound  volumes  of  the  reports  no  one 
seems  to  have  a  definite  idea.  The  latest  bound  volume  is  the 
sixty-first.  On  account  of  the  Commission's  determination,  an- 
nounced four  or  five  years  ago,  to  publish  all  its  reports,  the 
number  of  volumes  has  increased  as  fast  as  the  reports  of  the 
Supreme  Court,  if  not  faster.  That  determination  to  make  all 
reports  in  form  to  be  put  into  the  bound  volumes  was  taken 
after  the  discovery  that*  in  one  of  the  unreported  opinions,  a 
very  important  question  arising  under  the  aggregate  of  inter- 
mediates part  of  the  fourth  section  had  been  disposed  of  in  a 
most  informal  manner.  That  unreported  opinion  was  fished-  out 
of  the  mass  of  unreported  opinions  and  given  a  reported  status. 
Since  then  all  opinions  have  been  fully  reported.  The  vast  in- 
crease in  the  work  of  the  Commission  came  soon  after  the  de- 
termination to  make  reports  on  all  formal  cases.  That  big  in. 
crease  alone  would  have  caused  a  big  increase  in  th?  number  of 
volumes. 


cent  as  their  present  divisions  may  be  of  the  total  of  their  present 
divisions  and  the  division  of  the  Boston  &  Albany  Railroad. 

It  is  further  ordered  that  the  several  carriers,  other  than  the  com- 
plainants and  the  Boston  &  Albany  Railroad  participating  therein 
shall  receive  as  their  just,  reasonable  and  equitable  divisions  of  said 
joint  rates  on  and  after  April  1,  1U22.  the  amounts  remaining  of  said 
joint  rates  after  deducting  the  divisions  so  to  be  received  by  com- 
plainants and  the  present  divisions  of  the  Boston  &  Albany  Railroad, 
where  it  participates  in  the  traffic,  such  amounts  so  remaining  to  be 
divided  among  such  other  carriers  in  the  same  ratio  as  their  present 
divisions  respectively  bear  to  each  other,  or  otherwise  as  they  may 
agree,  or  failing  such  agreement,  as  may  be  determined  by  the  Com- 
mission upon  application  therefor. 

It  is  further  ordered  that  the  defendants  above  named,  according 
as  they  participate  in  the  transportation,  be,  and  they  are  hereby, 
notified  and  required  to  cease  and  desist,  on  and  after  April  1,  1922, 
and  thereafter  to  abstain,  from  asking,  demanding,  collecting,  or  re- 
ceiving divisions  of  said  joint  rates  with  complainants  upon  other 
bases  than  those  above  prescribed.  Provided  that  the  first  month  for 
which  the  carriers  will  be  required  to  state  and  make  their  current 
accounts  and  settlements  In  accordance  with  this  order  will  be  the 
month  of  June,  1922;  the  accounts  and  settlements  for  the  months  of 
April  and  May,  1922,  in  accordance  with  this  order,  may  be  stated  and 
made  at  any  time  up  to  Aueust  1,  1922. 


NEW  ENGLAND  DIVISION  ORDER 

The  Traffic  World   Washington  Bureau 

With  a  view  to  saying  all  it  desired  to  say,  but  no  more,  the 
Commission  has  revised  and  amended  its  order  in  the  New  Eng- 
land division  case,  No.  11756.  The  amendment  was  made  on  the 
eve  of  the  hearing  in  New  York  on  the  application  of  eastern 
trunk  lines,  other  than  the  New  York  Central,  Pennsylvania,  Bal- 
timore &  Ohio  and  a  few  others,  for  an  injunction  to  prevent  its 
enforcement.  As  originally  drawn,  the  order  seemed  to  require 
the  Boston  &  Albany  to  increase  all  its  divisions  to  other  New 
England  lines.  Under  the  revised  order  that  carrier  has  a  more 
limited  liability,  although  it  is  still  to  be  under  obligation,  as  a 
continuation  of  the  New  York  Central,  apparently,  to  shrink  its 
own  revenue  so  as  to  contribute  to  that  of  the  New  England  lines 
not  leased  by  trunk  lines. 

The  revised  order  also  seems  to  make  more  certain  than 
the  original  one  that  the  New  England  lines  shall  not  undertake 
to  increase  their  divisions,  one  to  the  other;  and  also  that  it  does 
not  apply,  in. any  degree,  to  the  Bangor  &  Aroostook.  In  the  re- 
port the  Commission  said  the  Bangor  &  Aroostook  had  not  sub- 
mitted anything  in  its  own  behalf. 

The  federal  court  in  New  York,  March  31,  fixed  April  22  for 
argument  on  the  question  of  whether  an  interlocutory  injunc- 
tion preventing  enforcement  of  the  Commission's  order  in  the 
New  England  rate  division  case  should  be  issued.  The  court 
fixed  April  8  as  the  date  on  or  before  which  the  Commission 
must  file  its  answer.  The  New  England  lines,  other  than  the 
Bangor  and  Aroostook,  intervened  in  the  case  on  the  side  of  the 
United  States  and  the  Commission. 

The  revised  order,  which  is  the  one  the  courts  will  have  to 
consider  in  the  case  in  which  Walker  D.  Hines  has  been  em- 
ployed by  the  Commission,  is  as  follows: 

It  is  ordered  that  of  the  joint  class  rates  and  of  the  joint  com- 
modity rates  which  are  divided  on  the  same  bases  as  are  applied  to 
said  joint  class  rates,  for  the  transportation  of  property  wholly  within 
the  confines  of  the  United  States  in  interstate  or  foreign  commerce 
between  points  on  defendants'  lines,  other  than  the  lines  of  the  Boston 
&  Albany  Railroad  Company,  of  which  the  New  York  Central  Rail- 
road Company  is  lessee,  hereinafter  referred  to  as  the  Boston  &  Al- 
bany Railroad,  and  points  on  complainants'  lines,  other  than  the  lines 
of  complainant,  the  Bangor  &  Aroostook  Railroad  Company,  com- 
plainants shall  receive,  on  and  after  April  1,  1922,  as  their  just,  rea- 
somble  and  equitable  divisions  of  said  joint  rates,  divisions  which 
shall  be  not  less  than  115  per  cent  of  their  present  divisions,  except 
in  cases  where  their  present  divisions  or  their  present  divisions  plus 
those  of  the  Boston  &  Albany  Railroad,  where  if  participates  in  the 
traffic  as  an  intermediate  carrier,  are  greater  than  the  divisions  now 
accruing  to  defendants,  other  than  the  Boston  &  Albany  Railroad,  in 
which  cases  complainants  shall  receive,  as  their  just,  reasonable  and 
equitable  divisions  of  said  joint  rates,  divisions  which  shall  be  not 
less  than: 

(1)  AVhere  the  Boston  &  Albany  Railroad  does  not  so  participate 
in  the  traffic,  their  present  divisions  plus  15  per  cent  of  the  present 
divisions  accruing   to   such   defendants. 

(2)  Where   the  Boston  &  Albany  Railroad   does  so  participate  in 
the  traffic,  their  present  divisions  plus  that  proportion  of  such  15  per 


INTERLOCKING  DIRECTORATES,  ETC. 

Officers  of  the  Beech  Creek  Extension  Railroad,  Lansing 
Manufacturers  Railroad,  Indianapolis  Union  Railway  and  other 
•roads  were  permitted  to  'retain  their  positions  with  those  roads. 

The  Commission  has  authorized  officers  of  the  Pittsburgh  & 
West  Virginia  Railway,  Pittsburgh,  Akron  &  Western  Railroad, 
State  Line  Connecting  Railroad,  and  other  roads,  to  retain  their 
positions;  and  officers  of  the  Norfolk  Southern  Railroad,  Carthage 
&  Pinehurst  Railroad,  Norfolk  &  Portsmouth  Belt  Line  Railroad 
and  other  roads  to  retain  their  positions. 

William  M.  Barnum  and  Lewis  L.  Clarke  were  authorized 
to  retain  their  positions  with  the  Hudson  &  Manhattan  Railroad, 
the  Pacific  Coast  Railroad,  and  other  roads. 

The  firm  of  Miller,  Elliott  &  Westervelt  was  authorized  to 
hold  the  positions  of  general  counsel  of  the  Toledo,  Peoria  & 
Western  Railway,  Peoria  &  Pekin  Union  Railway,  and  the  Peoria 
Railway  Terminal  Company. 

Walter  T.  Rosen  was  permitted  to  hold  the  positions  of  di- 
rector of  the  National  Railroad  Company  of  Mexico,  Mexican  In- 
ternational Railroad  and  Mexican  Pacific  Railway  in  addition 
to  positions  previously  authorized. 

Edward  E.  Bashford  was  permitted  to  retain  his  positions 
with  the  Mexican  Central  Railway,  Brownsville  &  Matamoros 
Bridge  Company  and  other  roads. 

Applications  of  Walter  T.  Rosen  and  Edward  E.  Bashford 
for  authority  to  hold  positions  with  the  Ferrocarriles  Nacionale 
de  Mexico  and  the  Mexican  Central  Railway  Company,  Ltd.,  were 
dismissed,  the  Commission  holding  that  neither  of  these  roads 
was  a  common  carrier  within  the  meaning  of  paragraph  (12) 
of  section  20a. 

W.  W.  Colpitts  was  authorized  to  hold  the  positions  of  direc- 
tor of  the  Kansas  City,  Mexico  &  Orient  Railroad  and  the  Pere 
Marquette  Railway. 

Charles  Gilbert  was  authorized  to  retain  his  positions  with 
the  Missouri  &  North  Arkansas  Railroad  and  the  Joplin  Union 
Depot  Company. 

The  Commission  has  dismissed  the  application  of  Richard 
Sutro,  which  sought  authority  to  hold  positions  with  the  Albany 
Southern  Railroad  and  the  Westchester  Electric  Street  Railway, 
saying  that  neither  of  those  roads  was  a  common  carrier  within 
the  meaning  of  that  term  as  used  in  section  20a. 

Application  of  C.  McD.  Carr  for  authority  to  hold  the  posi- 
tions of  director  of  the  Durham  &  Southern  Railway  and  the 
Norfolk  Southern  Railroad  was  denied. 

D.  S.  Abernethy  was  authorized  to  hold  the  positions  of 
director  of  the  Danville  &  Western  Railway,  High  Point,  Randle- 
man,  Asheboro  &  Southern  Railroad,  North  Carolina  Midland 
Railroad,  Richmond  &  Mecklenburg  Railroad,  Southern  Railway 
— Carolina  division,  and  Tallulah  Falls  Railway  in  addition  to 
positions  previously  authorized. 

Charles  Steele  was  authorized  to  hold  the  positions  of  di- 
rector and  member  of  executive  committee  of  the  Chicago 
Great  Western  Railroad  in  addition  to  positions  previously 
authorized. 


CHANGES     IN     DOCKET 

Hearing  in  I.  and  S.  1482,  berries  and  fruit  from  Arkansas, 
Louisiana  and  Texas  to  Grand  Island  and  Hastings,  Neb.,  as- 
signed for  March  27  at  Omaha,  Neb.,  was  canceled. 

Hearing  in  13385,  International  Agricultural  Corp.  vs.  Di- 
rector-General, assigned  for  March  31,  at  Atlanta,  was  canceled. 

Hearing  in  13310,  the  Davison  Chemical  Co.  vs.  Director- 
General,  P.  &  R.  et  al.,  assigned  for  April  1,  at  Washington, 
D.  C.,  was  canceled. 


LOAN    TO    BOSTON    &    MAINE 

The  Commission  has  approved  a  loan  of  $5,000,000  to  the 
Boston  &  Maine  for  13  years  to  pay  off  a  government  loan  of 
equal  amount  authorized  by  the  Commission  May  21,  1920,  and 
due  June  1.  The  loan  was  made  originally  to  aid  the  carrier 
to  meet  maturing  indebtedness. 


April  1.  1922 
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EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola    and    Gulfport  to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,    United   States  Shipping   Board  A-l    Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER.  M>n.(.r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  Man* 


NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  We«t  Adams  Street 
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RAILROAD   ACCIDENTS 

The  Traffic   World   Washington  Bureau 

"Statistics  compiled  by  the  Interstate  Commerce  Commis- 
sion from  monthly  reports  of  railway  accidents  for  the  fourth 
quarter  of  1921  indicate  that  there  was  a  reduction  of  10.7  per 
cent  in  the  number  of  fatalities  and  27.8  per  cent  in  the  number 
of  persons  injured  as  a  result  of  train  and  train-service  acci- 
dents as  compared  with  the  same  period  of  the  previous  year," 
the  Bureau  of  Statistics  of  the  Commission  said  in  a  summary 
of  accidents  for  the  last  quarter  of  1921  and  1920.  "A  decrease 
of  15.4  per  cent  in  the  number  of  fatalities  and  of  20.5  per  cent 
in  the  number  of  persons  injured  as  a  result  of  non-train  acci- 
dents is  also  reported." 

The  total  number  of  trespassers  and  non-trespassers  killed 
in  the  last  quarter  of  1921  was  1,470  as  against  1,647  in  1920; 
the  injured,  11,672  as  against  16,175  in  1920. 

In  1921  the  total  number  of  trespassers  and  non-trespassers 
killed  was  5,587  as  against  6,495  in  1920,  a  decrease  of  14  per 
cent,  and  the  total  number  of  injured  was  43,324  as  against 
63,786  in  1920,  a  decrease  of  32.1  per  cent. 


OPERATING  STATISTICS 

In  a  summary  of  ratios  of  operation  1917-1922,  the  Bureau 
of  Railway  Economics  shows  that  the  car-miles  per  day  aver- 
aged 22.4  in  1921,  24.9  in  1920,  23.1  in  1919,  24.9  in  1918,  and 
26.1  in  1917. 

Tons  per  car  (revenue  and  non-revenue)  averaged  27.6  in 
1921,  29.3  in  1920,  27.8  in  1919,  29.1  in  1918  and  27  in  1917. 

The  percentage  of  unserviceable  freight  cars  (bad  order 
ears)  averaged  13.2  in  1921,  7  in  1920,  7.1  in  1919,  5.7  in  1918 
and  5.6  in  1917. 

The  per  cent  loaded  to  total  car-miles  was  63  in  1921,  67.9 
in  1920,  68.7  in  1919,  67.7  in  1918  and  70.2  in  1917. 

The  per  cent  of  unserviceable  locomotives  (freight  and 
passenger)  was  23.7  in  1921,  24.5  in  1920  and  26.9  in  1919  (other 
years  not  given). 

In  January,  1922,  car-miles  per  day  averaged  20.4;  tons  per 
car,  27.5;  percentage  of  unserviceable  freight  cars,  13.6;  per 
cent  loaded  to  total  car-miles,  63.9,  and  percentage  of  unservice- 
able locomotives,  23.4. 

In  the  period  under  consideration  the  month  of  May,  1917, 
holds  the  record  for  car-miles  per  day,  the  average  for  that 
month  having  been  29.  In  October,  1920,  an  average  of  28.5 
car-miles  per  day  was  achieved. 

The  record  for  tons  per  car  in  the  period  under  considera- 
tion was  achieved  in  December,  1920,  when  the  average  was  31.2. 

In  a  summary  of  freight  and  passenger  operating  statistics 
for  the  month  of  January  issued  by  the  Commission  it  is  shown 
that  the  net  ton-miles  in  that  month  totaled  27.099,000,000,  as 
against  29,784,000,000  in  January,  1921. 

The  per  cent  unserviceable  of  total  locomotives  is  given  as 
24.  as  against  25.2  in  January,  1921;  and  the  per  cent  unservice- 
able of  total  cars  on  line,  13.6,  as  against  8.8  in  January,  1921. 

The  net  tons  per  loaded  car  averaged  27.6,  as  against  30.1 
in  January,  1921. 

Net  tons  of  coal  consumed  in  road  service  amounted  to 
6.142,460,  as  against  7.156,669  in  January,  1921.  In  the  pas- 
senger service  2,766,667  net  tons  of  coal  were  consumed,  as 
against  2,952,868  in  January,  1921. 


CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  number  of  surplus  freight  cars  in  good 
order  in  the  period  March  8-15.  inclusive,  was  216,661  as  against 
223,846  in  the  period  March  1-8,  according  to  the  weekly  report 
of  the  car  service  division  of  the  American  Railway  Association. 
The  average  daily  shortage  was  265  cars. 

The  surplus  was  made  up  as  follows:  Box,  82,191;  venti- 
lated box,  4,728;  auto  and  furniture.  2,437;  total  box.  89,356; 
flat,  11,570;  gondola,  63,960;  hopper,  15,843;  total  all  coal.  79,803: 
coke,  2,561;  S.  D.  stock.  18,389;  D.  D.  stock,  1.350;  refrigerator, 
6,385:  tank,  549;  miscellaneous,  6.698. 

The  shortage  was  made  up  of  137  box,  34  flat,  15  gondola, 
52  hopper,  5  S.  D.  stock,  20  refrigerator  and  2  miscellaneous 
cars. 


FREIGHT  COMMODITY  STATISTICS 

The  grand  total  of  carload  and  L.  C.  L.  traffic  carried  for 
the  quarter  ended  December  31,  1921,  amounted  to  449,372,779 
tons,  while  the  tonnage  originated  was  246,488,989  tons,  accord- 
ing to  a  summary  of  freight  commodity  statistics  of  Class  1 
roads  issued  by  the  Commission.  The  grand  total  of  carload 
traffic  carried  for  the  quarter  was  13,439,736  cars  of  432,310.734 
tons,  and  the  total  of  carload  traffic  originated  was  7,100,536 
cars  of  236,054,288  tons.  L.  C.  U  traffic  carried  totaled  17,062.045 
tons  and  the  total  of  that  class  of  traffic  originated  was  10,434,- 
701  tons. 

By  classes  of  commodities  th<>  union  showed  the  following 
as  In  the  number  of  cars  and  tonnage  of  total  revenue  freight 


carried  in  the  last  quarter  of  1921:  Products  of  agriculture, 
2,772,696  carloads  of  65,329,281  tons;  animals  and  products,  931,- 
776  carloads  of  11,415,526  tons;  products  of  mines,  4,804,653  car- 
loads of  230,489,472  tons;  products  of  forests,  1,491,760  carloads 
of  38,956,504  tons;  manufactures  and  miscellaneous,  3,438,851 
carloads  of  86,119,951  tons. 

OCILLA  SOUTHERN   LOAN   DENIED 

An  application  of  J.  A.  J.  Henderson  and  M.  W.  Garbutt, 
receivers  of  the  Ocilla  Southern  Railroad  Company,  for  a  loan 
of  $75,000  for  equipment  and  additions  and  betterments,  has 
been  denied  by  the  Commission  because  the  carrier's  prospective 
earning  power  and  character  of  security  offered  did  not  warrant 
approval. 

R.   I.  S.  LOAN  APPLICATION   DENIED 

The  Commission  has  denied  an  application  of  Thomas  H. 
Beacom  and  William  T.  Abbott,  receivers  of  the  Rock  Wand 
Southern  Railway  Company,  for  a  loan  of  $150,000  for  equip- 
ment and  additions  and  betterments,  because  of  the  prospective 
earning  power  of  the  company  and  the  character  of  security 
offered. 


SHORT  LINE  MEETING 

Bird  M.  Robinson,  president  of  the  American  Short  Line 
Railroad  Association,  has  issued  the  call  for  the  annual  meeting 
of  the  association,  which  will  be  held  in  Washington  at  the 
Raleigh  Hotel,  April  25  and  26. 


SALINA   NORTHERN    LOAN    DENIED 

The  Commission  has  denied  an  application  of  the  receivers 
of  the  Salina  Northern  Railroad  Company  for  a  loan  of  $308,630 
for  maturing  indebtedness  and  additions  and  betterments  and 
equipment  on  the  ground  that  the  prospective  earning  power  of 
the  road  and  the  character  of  security  offered  did  not  justify 
approval. 

PECOS  VALLEY  LOAN  DENIED 

An  application  of  the  Pecos  Valley  Southern  Railway  Com- 
pany for  a  loan  of  $150,000  for  additions  and  betterments  has 
been  denied  by  the  Commission,  which  held  that  the  prospective 
earning  power  of  the  company  and  the  character  of  security 
offered  did  not  justify  approval  of  the  application. 

MO.   PAC.   BONDS 

The  Missouri  Pacific  has  applied  to  the  Commission  for  au- 
thority to  issue  $18,096,500  of  first  and  refunding  mortgage  6  per 
cent  gold  bonds  for  the  discharge  or  lawful  refunding  of  $13,- 
641,000  of  5  per  cent  first  and  refunding  mortgage  bonds  which 
mature  January  1,  1923,  and  to  reimburse  the  company  for 
moneys  expended  from  current  funds  for  the  acquisition  of  prop- 
erty and  the  construction,  extension  and  additions  and  better- 
ments during  the  period  from  June  1,  1917,  to  December  31,  1920. 
It  is  proposed  to  sell  $18,000,000  of  the  bonds  at  not  less  than 
94%  per  cent  of  face  amount  and  accrued  interest,  and  to  hold 
the  remainder  subject  to  future  application.  Kuhn,  Loeb  &  Co. 
of  New  York,  the  company  said,  has  contracted  to  handle  the 
bonds. 


G.   M.  &  N.  CAR  SERVICE  FIGURES 

The  G.  M.  &  N.  car  service  has  established  another  record 
for  the  road.  In  February  the  average  of  miles  per  car  per  day 
was  28.8,  as  against  26.9  for  January.  This  showing  for  Feb- 
ruary is  the  best  average  that  has  ever  been  made  on  the  road, 
and  February  was  a  short  month.  The  standard  set  by  the 
American  Railway  Association  as  100  per  cent  is  30  miles. 


ERIE   RAILROAD   NOTES 

The  Erie  Railroad  has  been  authorized  by  the  Commission, 
in  a  report  supplemental  to  one  issued  last  week  approving  the 
company's  program  for  meeting  the  maturity  of  $15,000,000  of 
notes,  to  issue  not  exceeding  $10,000,000  of  promissory  notes,  to 
be  dated  April  1,  1922,  to  bear  6  per  cent  interest  and  to  be 
payable  on  demand  on  and  after  April  1,  1923,  and  not  exceeding 
$2,500,000  of  demand  notes  to  be  dated  April  1,  1922,  and  to  bear 
6  per  cent  interest.  All  the  notes  will  be  delivered  to  the  Wai- 
Finance  Corporation  on  the  surrender  and  cancellation  of  a 
like  face  amount  of  the  company's  3-year  6  per  cent  gold  notes, 
now  held  by  the  War  Finance  Corporation  and  maturing  on 
April  1.  The  notes  are  held  by  the  Corporation  as  security  for 
advances  and  are  a  part  of  the  $15,000,000  of  notes  due  April  1. 


WYOMING  RY.  LOAN   DENIED 

The  Commission  has  denied  the  application  of  the  Wyoming 
Railway  Company  for  a  loan  of  $100,000,  for  10  years,  as  security 
for  which  it  offered  $125,000  of  first  mortgage  bonds.  The  loan 
was  denied  on  the  ground  that  the  prospective  earning  power 
was  not  such  as  to  afford  reasonable  assurance  of  its  ability  to 
repay  the  loan,  and  reasonable  protection  to  the  United  States. 


April  1,  1922 
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PENNSYLVANIA 
TANK  CARS 


"PENNSYLVANIA"  INSULATION 


To  supply  the  transportation  requirements  of  the  trade  for  hauling  Casinghead 
and  Compression  Gasoline  and  other  highly  volatile  liquids,  we  have  designed  and  con- 
structed the  "Pennsylvania"  Insulated  Tank  Car — as  shown  above.  First  Class  Work- 
manship in  strict  conformity  with  A.  R.  A.  requirements  for  this  type  of  car,  goes  into 
the  "Pennsylvania"  Insulated  Tank  Car. 

"Pennsylvania"  Insulation — Steel,  Paint,  Tar  Paper  and  Hair  Felt — preserves  a 
uniformly  lower  temperature  inside  the  tank,  which  reduces  outage  losses  to  a  min- 
imum by  cutting  down  evaporation  due  to  temperature  changes.  "Pennsylvania" 
Insulation  applies  (on  a  larger  scale)  the  same  principles  of  the  well  known  Thermos 
Bottle.  The  fa-inch  Steel  Jacket  is  designed  so  that  it  is  moisture  proof — thus  insur- 
ing longer  life  for  the  insulating  materials.  - 

The  Pennsylvania  Tank  Line  is  prepared  to  lease  insulated  tank  cars  at  attractive 
figures.  May  we  quote  on  your  requirements? 

May  we  convert  your  Class  III  Cars  into  Class  IV  (Insulated)  Cars  at  a  low  cost? 
Write  for  details. 

The  Pennsylvania  Tank  Car  Company 

Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 


New  York 


si    l,oul» 


SHARON,  PENNSYLVANIA 
Karma*  City  1  uK.i  Houston 


Denver 


Tarn  pi  co 


San  Francisco 


•  • 


Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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SOUTHERN  TRAFFIC  LEAGUE 

The  annual  meeting  of  the  Southern  Traffic  League  will  be 
held  in  Atlanta,  Ga.,  April  3  and  4.  The  call  sent  out  by  M.  M. 
Caskie,  executive  secretary,  says: 

The  date  of  annual  meeting  has  been  advanced  one  month  In 
Older  to  combine  the  same  with  a  special  meeting  which  would  have 
otherwise  been  necessary  for  League  members  to  consider  what  part 
the  League  will  take  in  the  general  investigation  which  the  Commis- 
sion has  instituted  into  all  class  rates  into,  out  of  and  between  points 
in  the  South,  Docket  13494.  The  Commission  is  about  to  announce 
places  and  dates  of  hearing  in  this  general  class  rate  investigation 
and  it  is  imperative  that  the  Southern  Traffic  League  promptly  deter- 
mine whether  or  not  as  an  organization  it  should  participate  in  this 
proceeding.  It  is  the  most  important  investigation  of  Southern  rates 
ever  made  by  the  Interstate  Commerce  Commission  and  all  cities, 
large  and  small,  depressed  rate  points,  interior  points,  small  indus- 
tries and  large  industries  should  immediately  interest  themselves 
in  such  an  important  matter.  Doubtless  commodity  mileage  scales 
will  follow  the  fixing  of  mileage  class  rate  scales.  So  that,  it  is 
hoped  that  when  this  subject  is  finally  concluded,  the  cause  for  much 
of  the  dissatisfaction,  complaint  and  litigation  in  the  Southern  dis- 
trict will  be  removed. 

In  addition  to  considering  the  participation  of  the  League  in  the 
general  class  rate  investigation,  there  will  be  many  other  pressing 
and  important  matters  for  the  League  to  act  upon.  Reports  will  be 
made  by  all  standing  and  special  committees,  the  president,  the  chair- 
man of  the  board  of  governors  and  the  executive  secretary.  The 
election  of  officers  for  the  ensuing  year  and  the  method  and  manner  in 
which  the  League  will  be  financed  are  of  the  utmost  importance  and 
all  members  are  urged  to  be  present  and  to  bring  with  them,  if  pos- 
sible, the  executive  heads  of  their  particular  organization.  No  prom- 
inent men  have  been  asked  to  address  the  meeting.  It  is  to  be  strictly 
a  business  session,  as  we  are  face  to  face  with  the  most  serious 
tranportation  problems  we  have  ever  before  been  confronted  with.  We 
desire  to  devote  all  of  our  time  to  thrashing  out  the  questions  which 
will  be  presented  and  we  have  requested  the  Atlanta  people  not  to 
provide  any  form  of  entertainment. 

M.   ST.   P.  &   S.   STE.   MARIE    BONDS 

The  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway  Com- 
pany has  applied  to  the  Commission  for  authority  to  sell  $2,500,- 
000  of  6  per  cent  first  refunding  mortgage  bonds  to  aid  the 
company  in  meeting  indebtedness  of  $4,823,936  for  taxes,  matur- 
ing indebtedness  and  interest.  The  company  has  arranged  to 
sell  the  bonds  to  Dillon,  Read  &  Co.  at  a  price  to  yield  101%  per 
cent  of  face  value.  The  bonds  are  now  in  the  company's  treas- 
ury. 


TEXAS  RAILROAD  EXTENSION 

The  Wichita  Falls  &  Oklahoma  Railway  Company  has  filed 
an  application  with  the  Commission  seeking  authority  to  ex- 
tend its  line  of  railroad  from  Byers,  Tex.,  to  the  state  line 
between  Texas  and  Oklahoma,  a  distance  of  5.8  miles.  The 
proposed  extension  would  reach  a  developed  farming  region,  the 
company  says.  The  company  also  applied  to  make  an  extension, 
and  retain  the  excess  earnings  thereon,  from  the  point  on  the 
state  line  between  Texas  and  Oklahoma  to  Waurika,  Okla.,  a 
distance  of  7.5  miles. 


MIDLAND  RAILWAY  LOAN   DENIED 

An  application  of  the  Midland  Railway  for  a  loan  of  $200,000 
to  meet  maturing  indebtedness  and  to  provide  for  additions  and 
betterments  and  equipment  has  been  denied  by  the  Commission 
on  the  ground  that  the  prospective  earning  power  of  the  com- 
pany and  the  character  of  the  security  offered  did  not  justify 
approval. 


sory  notes.  The  order  provided  that  the  notes  shall  be  sold 
at  not  less  than  par  and  accrued  interest,  so  that  the  total  cost 
to  the  company  will  not  exceed  7%  per  cent.  The  Commission 
in  a  separate  order  authorized  the  same  company  to  issue  not 
exceeding  $2,758,000  of  6  per  cent  first  and  refunding  mortgage 
bonds  for  pledging  as  security  with  the  Secretary  of  the  Treas- 
ury for  a  loan  of  $2,758,000  heretofore  approved  by  the  Commis- 
sion. 


N.   Y.   N.   H.  &   H.   EQUIPMENT   NOTES 

Authority  has  been  granted  the  New  York,  New  Haven  & 
Hartford  by  the  Commission  to  sell  $1,796,000  of  equipment 
trust  notes,  the  proceeds  to  be  used  toward  payment  of  promis- 


CERTIFICATE  OF  ABANDONMENT 

A  certificate  authorizing  abandonment  of  "interstate  and 
foreign  commerce"  on  a  branch  line  of  the  Manistique  &  Lake 
Superior  Railroad  in  Schoolcraft  County,  Mich.,  has  been  issued 
by  the  Commission.  The  line  in  question  was  built  primarily 
as  a  logging  road,  extending  from  Scott  to  Doyles  Wye,  a  dis- 
tance of  approximately  7.5  miles.  The  Commission  said  that 
following  the  decision  of  the  Supreme  Court  in  Texas  vs.  East- 
ern Texas  R.  R.  Co.  et  al.,  March  13,  1922,  "our  finding  and 
order  in  this  proceeding  will  deal  only  with  interstate  and  for- 
eign commerce  on  the  line  here  involved." 


Digest  of  New  Complaints 

• ~ • 

No.  13581.     The  Colony  Coal  Co.,  Denver,   Colo.,  vs.  Director  General, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  coal  from  Dines,  Wyo.,  to  Port- 
land, Ore.  Asks  reparation. 

No.   13581,   Sub.    No.    1.     The  Colony  Coal  Co.,   Denver,   Colo.,   vs.   Di- 
rector General,  as  agent. 

Unjust,   unreasonable,    unjustly   discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  coal  from  Dines,  Wyo.,  to  Seattle, 
Wash.     Asks  reparation. 
No.  13581,  Sub.  No.  2.     Same  vs.  Same. 

Same    complaint    and    prayer   with    regard    to    shipments    of    coal 
from  Dines,  Wyo.,  to  South  Omaha,  Neb.,  and  Lincoln  Center,    Neb. 
No.  13581.   Sub.  No.  3.     Same  vs.   Same. 

Same    complaint   and    prayer   with    regard    to    shipments   of   coal 
from  Dines,  Wyo.,  to  points  in  Oregon,  Washington  and  Idaho. 
No.  13581,  Sub.  No.  4.     Same  vs.  Same. 

Same   complaint   and   prayer   with   regard   to   shipments   of   coal 
from    Dines,    Wyo.,    to    points    in    California,    Oregon,    Idaho    and 
Washington. 
No.  13581,  Sub.  No.  5.     Same  vs.  Same. 

Same   complaint   and   prayer   with   regard   to   shipments   of   coal 
from  Dines,  Wyo.,  to  Lusk,  Wyo. 
No.  13581,  Sub.  No.  6.     Same  vs.  Same. 

Same   complaint   and   prayer   with   regard   to   shipments   of   coal 
from  Dines,  Wyo,  to  points  in  Wyoming,  Colorado  and  Nebraska. 
No.  13581,  Sub.  No."  7.     Same  vs.  Same. 

Same    complaint    and    prayer    with    regard    to    shipments   of   coal 
from    Dines,    Wyo.,    to    points    in   Wyoming,    Colorado,    Nebraska, 
Kansas  and  Iowa. 
No.  13581.  Sub.  No.  8.     Same  vs.  Same. 

Same    complaint    and    prayer   with    regard    to    shipments   of   coal 
from  Dines,  Wyo.,  to  Huntsman,  Neb. 
No.  13581,  Sub.  No.  9.     Same  vs.  Same. 

Same  complaint  and  prayer  with  regard  to  shipments  of  coal 
from  Dines,  Wyo.,  to  Oral.  S.  D. 

No.   13582.     General  Chemical  Co.,   New  York  City,   vs.    Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rate  on  iron  pyrites  ore  from  Bayonne, 
N.  J.,  to  Carteret,  N.  J.  Asks  reparation. 

No.   13583.     Burroughs  Adding  Machine   Co.   et  al.,   Detroit,   Mich.,   vs. 
Michigan  Central  et  al. 

Unjust  and  unreasonable  ratings  on  adding  or  computing 
machines.  Asks  a  L.  C.  L.  rating  not  in  excess  of  first  class  and 
C.  L.  rating  not  in  excess  of  third  class,  with  minimum  of  30,000 
Ibs..  in  all  classification  territories,  and  reparation. 
No.  13584.  The  United  States  Potters  Assn.,  Pittsburgh,  Pa.,  vs.  Penn- 
sylvania et  al. 

Excessive,    unjust,     unreasonable,     preferential    and    prejudicial 
•    rates  on   clay,    feldspar  and   flint  sand   between   various   interstate 
destinations.     Asks  cease  and   desist  order  and  elimination  of  in- 
creases made  effective  under  Ex  Parte  74. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new. 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 

April   3 — Minneapolis,   Minn. — Examiner  Gerry: 
13206 — Minneapolis  Gas  Light  Co.  et  al.  vs.  Director  General. 

April  3 — Brownsville,  Tex. — Examiner  Mackley: 

12782 — Rio  Grande  Valley  Chamber  of  Commerce  et  al.  vs.  St.  Louis. 
Brownsville  &  Mexico  Ry.  et  aJ.    Such  fourth  section  departures  a* 
may  exist. 
April  3 — Louisville,  Ky. — Examiner  Cassidy: 

12713— The  Singer  Mfg.  Co.  vs.  111.  Cent.  R.  R.  et  al. 
12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  Ry.  .et  al. 
12715— The  Singer  Mfg.  Co.  vs.  Director  General,  C.  &  E.  I.  R.  R, 

et  al. 

12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  'et  al. 
12887 — National  Veneer  and  Panel  Mfrs.  Assn.  et  al.  vs.  Aberdeen  & 

Rockfish  et  al. 
April  3 — St.  Louis,  Mo. — Examiner  Shanafelt: 

I.   and   S.   1496 — Burlap   and   gunny   bags   from   St.    Louis   and   other 

points  to  C.  F.  A.  destinations. 

April  3 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 
13402 — American  Dyewood  Co.  vs.  A.  C.  L.  R.  R.  et  al. 


April  3 — San  Francisco,  Calif. — Examiner  riillyer: 
Fourth  section  applications  12047,  12097,  12098,  12107. 
Portions  of  fourth  section  applications  1092.  1243,  1244.  1262,  1347  and 

others  filed  by  Sou.  Pac.  Co..  A.  T.  &  S.  F.  Ry.  and  F.  W.  Gomph. 
Fourth  Section  App.  12179  of  F.  W.  Gomph. 
April  3 — Chicago,  111. — Examiner  Money: 
5626 — Grand  Rapids  Plaster  Co.  vs.  L.  S.  &  M.  S.  et  al. 
Fourth  Section  App.  10596  of  E.  B.  Boyd. 
Fourth  Section  App.  12025. 

Other  applications  of  defendant  carriers  protecting  fourth  section 
departures  in  rates  on  plaster,  stucco  and  articles  taking  same 
rates  from,  to  and  between  points  involved  in  Docket  5626.  (In 
connection  with  Docket  5626  and  fourth  section  applications  10596 
and  12025.) 
April  3 — Burlington.  la. — Examiner  W.  H.  Wagner: 

13309— Burlington  Shippers'  Assn.  vs.  A.  T.   &  S.  F.  et  al. 
April  4 — York.  Pa. — Examiner  Jewell: 

12900 — Red  Lion  Board  of  Trade  vs.  Md.  &  Pa.  R.  R.  et  al. 
April  5 — Argument  at  Washington,  D.  C. : 

*  Finance  Docket  1165 — Application  of  N.  Y.  C.  R.  R.  for  authority  to 
acquire  control  of  the  Chicago  River  &  Indiana  R.  R.  and  Chicago 
Junction  Ry. 

April  5 — Atlanta,  Ga.— Assistant  Chief  Examiner  Butler: 
12628 — Charleston  Traffic  Bureau  vs.  A.  G.  S.  R.  R.  et  al. 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classitication  Change 

Is  Now  Promptly  Told  of 


in 


The  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — K.-l.-.i-.-d  Rate  Order* 

2 — Fourth  Section  Order* 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5— Suspension  Order*  Vacated 

•—New  Tariff*  and  Supplement*  Filed  with  the  I.C.C. 

7— Tariff*  Rejected  by  the  I.C.C. 

8— Express  Tariff*  Filed  with  the  I.C.C. 

9 — Shipping  Board  Tariff* 
10— Adoption  Notices 
11 — Central  Freight  AMOciation  Docket 
12— Central  Freight  A**ociation  Hearing* 
13 — Illinois  Freight  Association  Docket 
1 1— National  Perishable  Freight  Committee  Docket 
I.V—  New  England  Freight  AsHociation  Docket 
16 — New  Kngland  Freight  Association  Hearing* 
17 — Southern  Rale  Committee  Docket 
18 — Southern   Rate  Committee  Disposition- 
19 — Southwestern  Freight  Bureau  Docket 
20 — Southwestern  Freight  Bureau  Hearing* 
21— Texas  Tariff  Bureau  Docket 
22 — Texas  Tariff  Bureau  Hearings 
2.3 — Trunk  Line  Association  Docket 
24 — Trunk  Line  Association  Hearing* 
25 — Trunk  Line  Coal  and  Coke  Docket 
26 — Trunk  Line  Coal  and  Coke  Hearing* 
27 — Western  Trunk  Line  Docket 
28 — Western  Trunk   Line  Hearing* 
29 — Western  Trunk  Line  Di*po*ition* 
.10 — Transcontinental  Freight  Bureau  Docket 
31 — Transcontinental   Freight   Bureau    Dispositions 
32 — Southern  Ports  Foreign  Freight  Docket 
33 — Consolidated  Classification  Docket 
31 — Embargo  Notices,  Modifications  and  Cancellations 
3.1 — Steamship  Sailing* 
.16 — Express  Classification  Docket 
37— Address  of  Road*  Filing  First  Tariff  with  I.  C.  C. 

Sample*  and  full  information  free  on  reguett 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  Sooth  Market  SI.,  Chicago 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dai  r  en 

SS  LAS  VEGAS    .....  April  17        SS  PAWLET    ......  May  29 

SS  EASTERN  SAILOR  .  .  Miy  8        SS  WEST  KADER  ....  June  19 

Shanghai,  Manila  and  Hongkong 

SS  WEST  KEATS  ....  April  17 

SS  VIN1TA  ........  Miy  17 

SS  WEST  CAYOTE  .  .  .  June  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American   River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Port* 

Par  information  regarding  Space.  Ratra.  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC.,        »  •"tf.w'fcck  at, 
UNITED  AMERICAN  LINES,  INC,    «T  '  Slr~t> 

R.  T.  JOHNS  ft  COMPANY,  INC,  e 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Decision  in  Rate  Case 


Announcement  of  the  Commission 
will  likely  follow  within  thirty  days  of 
close  of  the  General  Rate  Inquiry. 

It  will  remove  uncertainty  as  to  the 
future  rate  situation  and  enable  buyers 
and  sellers  to  compute  buying  and  sell- 
ing costs. 

Disordered  relationships,  undue  and 
unfair  disadvantages  to  some,  with 
corresponding  advantages  to  others, 
may  result. 

In  whatever  contingency  that  may 
arise  we  are  well  equipped  to  assist  in 
the  correction  of  any  maladjustment. 
We  prepare  rate  and  statistical  analyses, 
surveys,  comparisons,  digests  of  de- 
cisions, etc. 


The   Traffic     Service    Corporation 

Special  Service  Department 
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12675 — Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  S.  R.  R.  et  al. 
I.  and  S.   1385 — Class  and  commodity  rates  from  Savannah,  Bruns- 
wick and  Port  Wentworth,  Ga,,  to  Georgia  destinations. 
April  5 — Philadelphia.  Pa. — Examiner  H.  J.  Wagner: 

13377 — David  Lupton's  Sons  Co.  vs.  Pa.  R.  R. 
April  6— Harrisburg,  Pa. — Examiner  Jewell: 
12789 — The  Central   Iron  and  Steel  Co.   vs.    Campbell's  Creek   R.   R. 

et  al. 

April  6 — Chicago.  111. — Examiner  Money: 
11481 — The  Certain-teed  Products  Corporation  et  al.  vs.  A.  T.  &  S. 

Ry.  et  al. 
I.   and   S.   1468   (and  first  supplemental   order) — Building  and  roofing 

paper  between  Western  Trunk  Line  points. 
April  6 — Spartanburg,  S.  C. — Examiner  Eddy: 

I.  and  S.  1492 — Coal  from  Virginia  mines  to  points  in  South  Carolina. 
April  6 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1434 — Proportional  grain  rates  from  Minnesota  and  Wiscon- 
sin to  eastern  destinations. 

April  6 — Indianapolis,  Ind. — Examiner  W.  H.  Wagner: 
13238 — Citizens  Gas  Co.  vs.  C.  C.  C.  &  St.  L..  et  al. 
13159  (and  Sub.  Nos.  1,  2  and  3) — Terre  Haute  Paper  Co.  vs.  Director 

General. 

April  7 — Wichita,  Kan. — Examiner  Oliver: 
13366— A.  L.  Derby  vs.  K.  C.  S.  et  al. 

Portions  of  Fourth  Section  Apps.  621  and  629  of  F.  A.  Leland. 
April  7 — Louisville,  Ky. — Examiner  Fleming: 

13504 — Standard  OH  Co.   (Ky.)  vs.  Midland  Valley  et  al. 

April  7 — Philadelphia.  Pa. — Examiner  H.  J.  Wagner: 

13383 — National  Retail  Coal  Merchants'  Assn.  vs.  B.  &  O.  et  al. 

6606 — Southern  Pacific  Co.'s  ownership  of  Atlantic  S.  S.  Lines. 
April  7 — Argument  at  Washington.  D.  C.: 

12159 — Consolidated  Press  Association  vs.  Western  Union  Telegraph 
Co. 

11063 — Holly  Ridge  Lumber  Co.  vs.  Director  General  and  Mo.  Pac. 
April  8 — Atlanta,  Ga. — Examiner  Butler: 

13412 — Surcharge   for   transportation   of   passengers   in    sleeping   and 

partlor  cars  between  points  in  the  state  of  Georgia. 
April  8 — Williamsport,  Pa. — Examiner  Jewell: 

13490^-The  Lycoming  Motors  Corp  vs.  East  Jordan  &  Southern  et  al. 

13490    (Sub.    No.    1) — Lycoming    Motors    Corp.    vs.    East    Jordan    & 

Southern  et  al. 
April  8 — Argument  at  Washington,  D.  C. : 

12773— Union  Sulphur  Co.  vs.  Ahnapee  &  Western  Ry.  et  al. 
April  10— Chicago.   111.— Examiner  Gault: 

*  I.  and  S.  1510 — Actual  weights  on  crude  and  fuel  oil. 
April  10 — Chicago,  111. — Examiner  Barclay: 

*  12929 — Interstate  rates  on  grain,  grain  products  and  hay,  in  carloads. 

between  points  in  the  western  and  mountain-Pacific  groups. 

*  11703 — In  the  matter  of  Intrastate  rates  within  the  state  of  Illinois. 

(Petition  of  carriers  respecting  boundary  line  of  Illinois   territory 
as  defined  in  Increased  Rates,  1920,  58  I.  C.  C.,  220. 
April  10 — Buffalo,  N.  Y. — Examiner  Jewell: 

10287 — Globe  Elevator  Co.  vs.  Director  General,  D.  L.  &  W.  et  al. 
April  10 — Tulsa,  Okla. — Examiner  Oliver: 
11842 — General  Iron  Works  vs.   Director  General,   C.   C.   C.  &  St.   L. 

et  al. 

April  10 — New  Orleans,  La. — Examiner  Pitt: 

Fourth  Section  Apps.  461  of  A.  &  V.  Ry.:  601  of  V.  S.  &  P.  Ry.  and 
N.  O.  N.  E.  R.  R.;  752,  753,  756,  767,  758,  764.  765,  766,  767,  1940 
and  1941  of  La.  Ry.  &  Nav.  Co.:  1952  of  L.  &  N.  R.  R.:  2043  of 
Y.  &  M.  V.  R.  R.;  2045  of  I.  C.  R.  R.;  4297  of  N.  O.  G.  N  R  R  : 
11467  of  F.  A.  Leland;  11838  of  K.  C.  S.  Ry.;  12133  of  M  L.  &  T 
R.  R.  &  S.  S.  Co.,  and  12146  of  G.  C.  L. 

April  10— Charleston.  S.  C.— Assistant  Chief  Examiner  Butler: 
12628 — Charleston  Traffic  Bureau  vs.  A.  G.  S.  R.  R.  et  al. 


12675 — Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  S.  R.  R.  et  al. 
I.   and   S.   1385 — Class  and   commodity  rates  from  Savannah,  Bruns- 
wick and  Port  Wentworth,  Ga.,  to  Georgia  destinations. 

April  10 — Amarillo,  Tex. — Examiner  Keene: 
13450— C.  R.  Garner  &  Co.  vs.  C.  B.  &  Q.  et  al. 
13427 — J.  A.  Mclntosh  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 

April  10— Salt  Lake  City,  Utah— Examiner  Hillyer: 

13337— Nephi  Plaster  and  Mfg.  Co.  vs.  D.  &  R.  G.  W.  R.  R.  et  al. 

April  10 — Owensboro,  Ky. — Examiner  Fleming: 
11497 — Owensboro  Chamber  of  Commerce  et  al.  vs.   L.   H.  &  St.   L. 

et  al. 
Portions  of  Fourth  Section  Application  No.  1065. 

April  10 — Cincinnati,  O. — Examiner  Eshelman: 
13438 — The  Procter  &  Gamble  Co.  vs.  Director  General,  A.  &  W.  P. 

et  al. 
April  10 — Omaha,  Neb. — Examiner  Seal: 

13348 — Lee  Coit  Andreesen  Hardward  Co.  vs.  Director  General. 
April  10 — New  York,  N.  Y. — Examiner  Howell: 

13207 — A.  Klipstein  &  Co.  vs.  Director  General,  Sou.  Pac.  et  al. 
April  11— Topeka,  Kan.— Public  Utilities  Commission  of  Kansas: 

Finance  Docket  1537 — In  the  matter  of  the  application  of  Kansas, 
Oklahoma  &  Gulf  Ry.  Co.  and  Missouri,  Oklahoma  &  Gulf  R.  R. 
Co..  under  paragraphs  (18)  to  (21),  Section  1  of  the  interstate 
commerce  act  for  a  certificate  of  public  convenience  and  necessity 
for  the  extension  of  a  line  of  railroad  and  application  under  para- 
graph (18),  Section  15a,  for  permission  to  retain  excess  earnings. 

April   11 — Oklahoma  City,  Okla. — Examiner  Oliver: 

13406 — Corporation    Commission    of   Oklahoma    vs.    Arkansas    R.    R. 

et  a.l 
April  11 — Salt  Lake  City,  Utah — Examiner  Hillyer: 

13304 — The  Utah  Lime  and  Stone  Co.  vs.  A.  T.  &  S.  F.  et  al. 

13305— The  Utah  Lime  and  Stone  Co.  vs.  A.  T.  &  S.  F.  et  al. 
April  11 — New  York,  N.  Y. — Examiner  Howell: 

13240 — Maine  Power  Sales  Co.  vs.  Director  General,  Maine  Central. 
April  11 — Omaha,  Neb. — Examiner  Seal: 

13319 — Sunderland  Bros.  Co.  vs.  Director  General,  C.  B.  &  Q. 

13322 — Sunderland  Bros.  Co.  vs.   Director  General,  C.  B.  &  Q.  et  al. 
April  12 — Evansville,  Ind. — Examiner  Fleming: 

13436— Sunlight  Milling  Co.  vs.  L.  &  N. 
April  12 — Argument  at  Washington,  D.  C. : 

12274 — American  Fruit  and  Vegetable  Shippers'  Assn.  et  al.  vs.  Ban- 
gor  &  Aroostook  et  al. 

12492 — Maine  Spinning  Co.  et  al.  vs.  Director  General,  Maine  Central 
et  al. 

12076 — Armour  &  Co.  vs.  Nor.  Pac.,  Director  General  et  al. 
April  12 — New  York,  N.  Y. — Examiner  Howell: 

13423 — The  American  Agricultural  Chemical  Co.  et  al.  vs.  Director 
General. 

13433 — Lester  &  Tonner,  Inc.,  vs.  Long  Island  R.  R.  et  al. 
April  12 — Indianapolis,  Ind. — Examiner  Eshelman: 

13405 — The  Lafayette  Box  Board  and  Paper  Co.  vs.  Director  General. 

13356 — Coppes  Bros.  &  Zook  vs.  Director  General  and  B.  &  O. 
April  12 — Washington,  D.  C.: 

*  13413 — In  tiie  matter  of  automatic  train  control  devices. 
April  13 — St.  Louis,  Mo.- — Examiner  Koch: 

I.  and  S.  1499 — Lime  and  lime  rock  from  Mosher  and  St.  Genevleve, 
Mo.,  to  points  in  Wisconsin  and  other  states,  and  such  fourth  sec- 
tion departures  as  may  exist. 
April  13 — New  York.  N.  Y. — Examiner  Howell: 

13442 — Le  Prestre  Miller  Stock  Farms.  Inc.,  vs.  Director  General. 

13439 — Standard  Shipbuilding  Corp.  vs.  Director  General  and  C.  R.  R. 

of  N.  J. 
April  13 — Sioux  City,  la. — Examiner  Seal: 

13461— Sioux  City  Live  Stock  Exchange  vs.  C.  St.  P.  M.  &  O.  et  al. 


INTERSTATE   COMMERCE   COMMISSION   HEARINGS 

Requests  for  official  transcripts  of  testimony  taken  In  proceedings  of  the  Commission  throughout  the 
country  (except  Washington)  should  be  addressed  to  THE  STATE  LAW  REPORTING  COMPANY,  Official 
Reporters  I.  C.  C.,  Woolworth  Building,  New  York,  or  placed  with  the  Official  Reporters  In  attendance 
at  the  hearings.  The  cost  of  transcripts  Is  placed  at  the  nominal  rate  of  12'  j  cents  a  page,  fixed  by  the 
Commission. 

TRANSCRIPTS  OF  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1,  1920,  CAN  BE  FURNISHED. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN 


GEORGE  L.  BOYLE 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special  attention   to  Freight  Rate   Adjustment* 

and   Practice   before   the   Interstate 

Commerce   Commission 

Room  806  American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  ENOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDG.,  WASHINGTON,  D.  C. 

(Tor  a  number  of  years  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  years  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Woodward  Building          Washington,  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-18    Liberty   Central    Trust    Building 

St.  Louis.  Mo. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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Three 
Exclusive  Features  of 

Mid -West  Boxes 


i 


2 


Triple  tape  corners — a  patented 
reinforcement  that  prevents 
tapes  splitting  and  peeling. 

Offset  score — makes  end  flaps 
close  with  a  tight,  strong,  per- 
fect contact. 


O  Waterproof    corrugated    con- 
**  tainers.     Ideal   for   export,    for 
conditions  or  contents  that  de- 
mand complete  protection  from 
heat,  cold  and  water. 


A  corps  of  experienced  pack- 
age designers  are  maintained 
to  help  our  customers  solve 
their  packing  problems.  Our 
"Perfect  Package"  Data  Sheet 
has  saved  other  concerns 
thousands  of  dollars — free  on 
request. 


MID- WEST  Box  COMPANY 


Corrugated 
Fibre  Board 

Products 

Factories 

Anderson.  Indian* 

Kokomo.  Indiana 

CtertUnd,  Ohio 

Fairmont,  W.  V«. 

Chicago 


Solid  Fibre 
Containers 

General 
Offices 

Conway  Building 
Chicago 


Wt  operate  our  own  Box  board  and  Strawboard  Mill* 
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What  Determines 
The  Gateway? 


TO  HAVE 
'  tVHAT  YOU  WANT 
'  WHERE  YOU  WANT  IT 
WHEN  YOU  WANT  IT 


ON  shipments  for  the  West  and 
Southwest  do  you  select,  with 
a  knowledge  of  conditions  and  a 
careful  comparison  of  advantages, 
the  gateway  through  which  your 
"L.  C.  L."  business  must  pass? 


Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 


Why  I 


Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  interes*" 
everywhere. 


ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 

describing 

our  transfer 

service 


More  Than  Two  Million  Dollars  Invested  in  Facilities 
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Wetzel  Drop  Front 
Tariff   Files 

(PATENTED) 

The  Best  File  for  Filing  and  Referring  to  Tariffs  Instantly 

NO  INDEXING  REQUIRED 
Efficient  Convenient  Simple 

BBBBBBflMIBBBBCBBCBCBflBBV^BBBBC^lMBBBBCBVBVBV^BBl 
BOMB  SATISFIED   AUTOMOBILE   MANUFACTURERS 

THAT  ABB  USERS: 

F*H   Mot«r  CMBpanr.  8«»   Fr»ci»r*.  CmL 
Nrbraika   B.ick   Alto   l.-pa.T.   Unrein.   N.b. 
L*iin«lon    M.l.r   Company.   C«nn>ritillr.    1*4.  ^^^^^^^^^^^^^^____^^^^_^-.    ^^^^^^_^^^^^_^_^^^_ 

(;«n«r.l   M«ten  r*rpor>ti«m.   Mtncir.   In*.  •  -  T:    Tariff  HI* 

(adillac    M.l.r   CMpanr.   DrtroU.    Mich.  ••*••  •••••  j* I*™J  ST*"?  ^ 

CWrnltt   M.(.r  C'..p.nr.  Drtr.it.   Mich.  IB^MK  Prop 

Fort   M.l.r  t  ..panr.   D»(r«l.   Mich.  .  JJ  Dra. 

•ufcjH  Bulh    C.r>.raii.n.    IMra4t.    Mich, 
l-.rkard    M.l.r   Car   fmpanr.   Drtraii.   Mich. 
Maiw.ll   M.l.r   C.mpanr.  Derail.  Mick. 
I.ik«rtr    M.l.r   far   <  ompanjr.    Dctr.it.    Mich. 

ni<li   BretWrm.  Drtr.il.   Mich. 

R«V«hlU  MM*r  Tr«rh  C*.  AIM.  Mich.  •^•MBMH  H-TS-T  >  r  I  IT  HI. 

(ontmrnul    Mrtw*    C.r».rati.«.    MvkrcvB.    Mich.  X*10?  J^ 

C  H.  Wllta  *  CMipmnr.  M»rr"ill».  Mich.  T"-"—  pH»  IM 

Fnhfr    BWr    Ohl*    •  .—panr.    (  Ir>rlan4.    O.  DrMrar*. 

Hipp  M.l.r  Car  Company.  Drtnit.  Mich.  \^-~ 

D.rant   M«.r..   Inc..  LMV   UteM  Cltr.  N.  T.  ^  U-^-V- 

CWrrclft   M.i.r   (  ••M*7.   N»-   Y.rk  City.  l^l^B^ll"  "  £,lir  «  ."«- 

lnl»rn.li.n»l    M.l.r    (..Mnr.    N.w    Br.n.-lck.   N.    J.  .•^^^^B^B*""^  '    ' 

8nth*rn   M.l.r.    Mf(.   Aanu   BM«|*B.  T«zu. 

— T«— T  •  r  I  ff  flle 
•action  wltli 
IS— 4  Inch 
Drop   Front 
Dramra. 


TA — Two- drawer 
St.iriie  Sec- 
tion. 


•T7— B  a  n  I  tarr 
Bast  Seo- 
tlon. 


A  STACK  OF  WETZEL  DROP  FRONT  TARIFF  FILE  SECTIONS 

(Measuring  outside  45  inches  wide,  57%  inches  high  and  13  inches  deep) 

Start  with  any  number  of  sections  and  build  up  as  your  requirements  grow 

P.  A.  WETZEL  COMPANY 

MANUFACTURERS 

Addren  all  correspondence  to 

Salesroom:  General  Office  and  Factory: 

1351   Marquette  Building,  Chicago  Springfield,  Illinois 

Telephone:   Central  2845 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


V.  5.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,  SAN  DIEGO,  LOS  ANGELES 
SAN  FRANCISCO,  PORTLAND,  SEATTLE,  TACOMA,  VANCOUVER 


MOBILE,  NEW  ORLEANS,  SAN  DIEGO,  LOS  ANGELES,  SAN  FRANCISCO 
PORTLAND,  SEATTLE,  TACOMA,  VANCOUVER 


Through'  Bill*  of  Lading  issued  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Island*. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 

MarqueKe  Bldg.  Lafayette  BIdg.  Oliver  Building  1024  Prudential  Building  Central  Bldg.  Merchants  Exchange      Pierce  Building 

Chicago  Philadelphia  Pittsburgh  Buffalo,  N.  Y.  Lot  Angeles  San  Francisco  St.  Louis 

Mobile  Liners,  Inc.,  Agents  A.  Le  Blanc,  Agent  Railway  Exchange  L.  C.  Smith  Bldg.         211  Eleventh  St.        Empire  Shipping  Co.,  Agents 

Mobile,  Ala.  New  Orleans,  La.  Portland  Seattle  Tacoma,  Wash.  Vancouver,  B.  C. 


STORAGE 


Cold  Storage 


DISTRIBUTION 


• 


GEORGE  S.  LOVEJOY 
Manager  General  Storage  Department 

178  Atlantic  Avenue 
Boston,  Mass. 


r 

(/O 


SUMMER  STREET  STORES 

Direct  connection  with  New  York,  New  Haven 

&    Hartford    Railroad. 
Capacity,  2,000,000  cubic  feet. 


CONSTITUTION  WAREHOUSES 

Connection    with    all    lines   via   Union    Freight 

Railroad. 
Capacity,   623,000  cubic   feet. 


ALBANY  TERMINAL  STORES 

Direct   connection    with   Boston   &   Albany 

Railroad. 
Capacity,  1,430,000  cubic  feet. 


OUR  FACILITIES  ARE  UNEXCELLED 

Wharfage  and  Dockage 
Free  and  Bonded  Stores 

A  Warehouse  on  every  railroad  entering1  Boston 

Total  General  Storage  Capacity  10,329,000  cubic  feet 
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we  approve  what  is  to  be  done,  except  that,  in  general, 
we  approve  thc  decision  to  intervene.  The  League  had 
made  a  strong  and  consistent  record  for  rate  reductions 
made  possible  by  reductions  in  railroad  labor .  costs, 
which  it  has  insisted  were  too  high.  To  stop  without 
making  its  views  known  to  the  Labor  Board — which  reg- 
ulates wages — would  be  as  idle  as  to  adopt  resolutions 
against  the  high  level  of  rates  and  then  fail  to  inform 
the  Interstate  Commerce  Commission  as  to  that  action. 
The  Labor  Board  had  never  even  been  officially  informed 
that  the  League  had  adopted  resolutions  on  the  subject 
of  wages.  Adopting  resolutions  is  of  no  avail  unless  thc 
resolutions  get  to  the  persons  concerned  and,  usually, 
also,  unless  much  more  is  done  than  their  mere  adop- 
tion. The  Traffic  League  may  have  made  a  mistake  in 


RATE  COMMITTEE  DOCKETS 

The  Central  Freight  Association  Territory  Coal, 
Coke  and  Iron  Ore  Committee  has  come  in  under  the 
arrangement  suggested  by  us  for  publication  of  its  dock-  entering  into  this  wage  matter,  though  we  do  not  think 

,n  the  Traffic  Bulletin  and  the  Daily  Traffic  World.  *°-  But-  if  lt  dld-  thc  mistake  was  made  when  it  stated 
All  thc  rate  committees  whose  dockets  have  ever  been  its  Position  in  resolutions.  To  fefuse  to  go  before  the 
published  by  us  have  now  arranged  for  publication  on  LaboT  Board  would  havc  becn  a  v'rtual  admission  that 


thc  terms  we  proposed. 


the  League  did  not  really  believe  what  it  had  been  say- 

ing.    Thc  action  now  taken  makes  the  record  consistent 

TRAFFIC  LEAGUE  AND  LABOR  BOARD  and  makcs  impossible  an  inference  cither  that  the  League 

It  gives  us  great  pleasure  to  record  that  this  week,     sP°kc  without  information  or  that  it  had  changed  its 
at  a  formal  meeting  of  the  executive  committee  of  the 
National    Industrial  Traffic   League,   it   was  decided  to 
appear,  by  counsel,  before  the  Labor  Board  in  the  rail- 


road wage  case  now  being  considered  by  that  body,  thus 


POWERS  OF  THE  COMMISSION 
\Vc  confess  a  feeling  of  sympathy  with  thc  views  of 


overturning  thc  action,  or  decision,  or  whatever  it  might  thc  members  of  the  Interstate  Commerce  Commission 

be  called,  of  some  of  the  Chicago  members  of  the  com-  who  dissented  from  its  six  to  five  majority  report  in  the 

mittee  who  met,  and  after  debating  their  own  views  and  matter  of  construction  and  repair  of  railway  equipment, 

considering  thc  result  of  a  canvass  by  mail  of  the  other  With  them  we  feel  that  the  matter  goes  deeper  than  thc 

members  of  the  committee,  announced  that  it  was  their  mere   question   of   whether   the   particular   transactions 

opinion  that  the  League  should  not  appear  before  the  under  investigation  were  economically  wise.     It  is  one 

Labor  Board,  and  gave  the  reasons  that  had  been  urged  of  whether  the  Commission  has  the  right  to  investigate 

for  such  action.     We  published  thc  facts  in  regard  to  such  things  and  whether  such  an  investigation  can  re- 

this  meeting  in  an  editorial  in  thc  March  25  number  of  suit  in  benefit. 


this  magazine.     Whether  thc  criticism  in  that  editorial 


There  was  no  improper  motive  shown  on  thc  part 


was  responsible  for  the  calling  of  a  formal  meeting  of  of  the  respondent  carriers  in  having  some  of  their  equip- 
the  committee  and  thc  action  taken  at  that  meeting,  or  ment  built  and  repaired  in  "outside"  shops.  The  imme- 
whethcr  it  had  anything  to  do  with  it,  docs  not  concern  diate  question,  then,  is  merely  whether  it  cost  more  to 
us.  We  did  criticise  strongly  and  urge  that  the  ex-  have  the  work  done  in  that  way  than  in  the  way  the 
ecutive  committee  take  action  looking  toward  appearing  Commission  thinks  it  should  havc  been  done.  We  sup- 
before  the  Labor  Board.  We  are  pleased  that  this  has  pose  it  may  be  admitted  that  it  did  cost  more.  Then 


now  been  done. 


the  question  is  whether  the  additional  expense  was  jus- 


Just  what  course  the  League's  representations  to  tified.  The  judgment  of  the  practical  railroad  men  re- 
the  Labor  Board  will  take  cannot  be  stated  at  this  time,  sponsible  for  having  the  work  done  was  that  their 
the  executive  committee  having  preferred  to  have  no  method  was  justified.  Thc  judgment  of  the  Commis- 
publicity  in  that  respect  until  after  counsel  shall  have  sion,  made  up  of  men  who  are  not  practical  (the  only 
appeared.  We  are  not  able,  therefore,  to  say  how  far  practical  railroad  man  on  thc  Commission  having  dis- 
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MOBILE 


says  ROGER  W.  BABSON,  stands  out 
alone  among  the  twenty-four  cities  of  the 
country  which  he  has  recently  visited,  and 
offers  unlimited  possibilities  for  advance- 
ment to  the  young  man  who  is  willing  to 
put  "pep"  into  his  daily  program. 

DAILY  fast  through  freight  service  is 
maintained  by  the 

Gulf,  Mobile  and 
Northern  Railroad 

and  connections,  between  Northern,  East- 
ern and  Western  Points  and 

MOBILE 

Import,  Export  and  Coastwise  Traffic  Handled 
Expeditiously. 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

MR.  SHIPPER :- 

Have  you  tried  out  the  Natchez  Route,  the  new  route 
between  the  Southeast  and  Southwest  ? 

Adequate  Transfer  Facilities  at  the  Mississippi  River 
and  Dependable  Schedules,  coordinated  with  those  of  con- 
nections  and  reliably  maintained  enable  us  to  offer  you  the 
kind  of  service  you  like. 

A  trial  will  convince  you. 

Route  from  the  West  via  Shreveport,  La.,  Stamps  or 
Hope,  Ark.,  care  Natchez  Route. 

Route  from  the  East  via  Mobile  or  Hattiesburg,  care 
Natchez  Route. 


Traffic  Department  Representatives: 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.      622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 
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-ented  from  the  majority  view),  reached  after  minute 
investigation  long  after  the  event,  is  that  it  was  not  justi- 
fied. There  was  an  added  expense,  but  the  railroad  men 
thought  it  proper  in  the  interest  of  speed  and,  of  course, 
to  the  added  expense  there  is  an  offset  on  account  of 
earnings  made  possible  by  getting  equipment  ready 
earlier  than  it  would  otherwise  have  been  ready. 

But  even  if  the  judgment  of  the  Commission  is  cor- 
rect, what  of  it  ?  Probably  there  is  not  a  business  in  the 
country  that  does  not  make  errors  in  judgment  that 
could  be  found  by  some  commission  sitting  for  the  pur- 
pose. Are  business  men,  therefore,  to  be  deprived  of 
the  privilege  of  exercising  their  judgment  in  emergencies 
<>r  t"  be  unduly  criticized  when  that  judgment  results  in 
•s?  Successful  business  is  made  up  of  mistakes  and 
triumphs.  The  most  successful  t>u>iness  man  is  he  who 
makes  fewest  mistakes.  The  railroad  business  is  no 
exception.  It  is  easy,  with  the  knowledge  of  hindsight, 
to  say  that  this  or  that  thing  should  have  been  done  dif- 
ferently. But  we  do  not  believe  it  should  be  said,  at 
least  unless  bad  business  methods  become  a  scandal,  and 
even  then  we  do  not  think  the  Commission  is  charged 
with  the  operation  of  the  railroads.  The  railroads  are 
already  over-regulated.  Are  they  now  not  even  to  be 
allowed  to  do  the  work  of  building  and  repairing  equip- 
ment without  the  espionage  of  a  government  body?  We 
think,  in  the  first  place,  that  the  Commission  has  no 
authority  under  the  law  in  this  matter,  and,  in  the  sec- 
ond place,  that  it  ought  not  to  have  such  authority. 


PRESENT  DAY  PROBLEMS 

There  has  seldom  been  a  time,  in  recent  years,  when 
it  could  not  have  been  said  that  the  railroad  situation  •. 
increasingly  interesting  ami  that  keeping  in  touch  with 
it  was  more  than  ever  vitally  important  to  those  con- 
ed in  transportation,  from  either  the  railroad  or  the 
Chipper  p"int  of  view.  \\ e  have,  indeed,  said  it  several 
times  ourselves.  It  can  be  said  again  now.  One  has 
only  to  run  over  in  his  mind  the  various  matters  pend- 
ing, the  outcome  of  which  may  have  such  wide- ^weep- 
ing effects,  to  be  convinced  of  this. 

The  transportation  act  of  1920  has  been  in  effect 
only  two  years  and  there  has  hardly  been  time  to  ob- 
e  adequately  either  its  benefits  or  its  defects ;  but 
there  are  already  proposals  to  amend  it  that  are  impor- 
tant, not  only  to  students  of  regulation,  but  to  practical 
men  interested  in  the  transportation  of  freight.  The 
most  important  of  these  amendments  are  those  to  repeal 
the  rate-making  section  and  to  restore  to  state  commis- 
sion- tli<  p..wer  which  the  U.  S.  Supreme  Court  has  held 
was  taken  from  them  by  the  transportation  act.  Per- 
haps equal  to  these  in  importance  is  the  proposal  to  abol- 
ish the  Railroad  Labor  Board  or  take  from  it  its  power 
to  regulate  wages.  Other  legislative  proposals  not,  per- 
haps, so  vitally  important  to  shippers,  as  such,  or  so  in- 
teresting to  all  of  them,  are  the  plans  for  an  American 
merchant  marine  to  be  supported  by  government  sub- 
sielv.  and  for  a  joint  arrangement  with  Canada  for  a  St. 
Lawrence  Canal  so  that  ocean  vessels  may  enter  and 
traverse  the  Great  Lakes.  There  is  also  the  gradual 
development  of  the  government's  policy  in  the  matter  of 
aid  to  inland  waterway  transportation  to  be  watched. 


Coming  to  the  subject  of  actual  rates  and  the  imme- 
diate rate  situation,  first  in  importance  and  interest  is 
the  result  of  the  Commission's  general  rate  inquiry, 
shortly  to  be  made  known.  The  Commission  may  do 
little  or  nothing  of  a  radical  nature.  Its  decision  will  be 
important,  nevertheless,  from  the  very  fact  that  it  con- 
cludes that  nothing  can  or  should  be  done.  If  it  orders 
any  substantial  changes  in  the  general  level  of  rates  or 
in  specific  rate  structures,  the  new  conditions  will  have 
to  be  met  and  will  be  productive  of  controversy  and  mis- 
understanding for  mony  months. 

The  investigation  being  conducted  by  the  Railroad 
Labor  Board,  though  perhaps  not  so  important,  has  a 
strung  bearing  on  the  situation.  It  is  generally  accepted 
as  true  that  railroad  rates  cannot  come  down  appreciably 
until  operating  costs  can  be  reduced,  and  that  the  prin- 
cipal item  of  operating  costs  in  which  reductions  can  be 
and  should  be  made  is  labor.  But  wages  cannot  be  re- 
duced until  the  Labor  Board  gives  consent.  Hence,  the 
importance  of  this  investigation  from  the  point  of  view 
of  one  who  buys  or  sells  transportation.  It  is  not  a  mere 
wage  controversy,  interest  in  which  is  confined  to  the 
immediate  parties  at  interest. 

To  mention  some  of  the  minor,  though  extremely  im- 
[M>rtant.  matters  that  are  engaging  the  interest  of  traffic 
men,  there  is  the  newly  instituted  inquiry  into  south- 
ern class  rates;  the  controversy  as  to  proposed  reduced 
rates  on  iron  ore;  the  demand  for  reduced  rates  on  coal 
and  the  investigation  to  be  made  by  the  Commission  in 
the  West ;  the  fight  among  the  carriers  themselves  as  to 
rates  on  sugar,  and  a  host  of  other  similar  matters. 

Not  the  least  in  importance  of  the  subjects  under 
consideration  is  the  proposal  for  consolidation  of  the 
railroads  into  group  systems,  hearings  on  which  will  be 
held  by  the  Commission.  This  is  not  merely  a  sympo- 
sium of  views  of  theorists,  but  a  very  concrete  and  prac- 
tical problem  in  which  the  user  of  transportation,  as  well 
a-  the  railroad  man,  is  vitally  concerned. 

With  developments  in  all  these  matters,  as  well  as 
many  others,  we  are  endeavoring  to  keep  abreast. 


THE  SHIP  SUBSIDY 

The  administration's  drive  for  ship  subsidy  has  be- 
gua  and  the  opening  gun  was  fired  by  Chairman  Lasker, 
of  the  U.  S.  Shipping  Board,  in  a  statement  which  it  took 
him  several  hours  to  read  to  the  joint  congressional  com- 
mittee considering  the  proposed  legislation.  After  re- 
citing various  questions  involved  in  the  matter,  Mr.  Las- 
ker said:  "And  it  involves,  in  importance  possibly  be- 
yond all  these  questions,  whether  America,  through  the 
possession  of  an  adequate  merchant  marine,  shall  be  self- 
sustaining  and  self-sufficient  on  the  seas  in  times  of  war." 

Notwithstanding  the  stress  thus  put  on  the  necessity 
for  a  merchant  marine,  supported  by  subsidy,  as  a  pro- 
vision for  the  national  defense,  we  think  that  plea  the 
weakest  of  all  the  reasons  set  forth  for  artificial  means 
of  sustaining  a  merchant  marine ;  and  notwithstanding 
the  efforts  that  have  been  made  by  proponents  of  sub- 
sidy to  make  it  appear  that  those  on  the  other  side  are 
influenced  by  questionable  and  unpatriotic  motives,  we 
do  not  hesitate  to  say  so.  To  us  it  appears  that  this  in- 
sistence on  the  need  of  a  merchant  marine  as  a  protection 
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in  time  of  war  is  a  mere  waving  of  the  flag  for  the  pur- 
pose of  arousing  the  enthusiasm  and  the  support  of 
those  who  might  not  feel  themselves  affected  by  mere 
business  reasons  or  be  influenced  by  purely  economic 
argument. 

We  protest  that  this  is  not  at  all  a  patriotic  enter- 
prise and  that  one's  patriotism  is  not  to  be  tried  by  the 
test  as  to  whether  he  is  for  or  against  a  subsidized  mer- 
chant marine.  We  submit  that  this  argument  for  gov- 
ernment expenditure  and  aid  for  a  merchant  marine  on 
the  theory  that  it  is  needed  as  a  protection  against  the 
foreign  foe  is  utterly  inconsistent  with  the  other  acts 
of  the  present  administration,  which  is  making  treaties 
with  foreign  nations  as  guaranties  against  war ;  reducing 
the  size  of  its  navy  in  accordance  with  the  5-5-3  naval 
basis  agreed  on ;  and  reducing  the  size  of  its  standing 
army  even  below  the  standard  thought  necessary  by 
military  experts  in  times  of  peace.  With  what  justifica- 
tion in  consistency  do  we  thus,  on  the  one  hand,  at- 
tempt to  remove  the  probability  of  war  and  reduce 
armament  and  expense  on  the  theory  that  our  attempt 
has  been  or  will  be  successful,  and,  on  the  other,  endeavor 
to  beguile  the  public  into  support  of  a  system  for  which 
it  must  pay  out  of  its  pocket,  where  it  has  never  paid 
before,  on  the  theory  that  it  is  needed  for  defense? 

We  believe  the  proponents  of  ship  subsidy  would 
get  farther  with  thinking  people  if  they  left  out  this 
camouflage  and  treated  the  subject  strictly  on  its  merits, 
for  there  are  many  good  arguments  to  be  made  in  favor 
of  a  merchant  marine,  procured  even  at  the  expense  of 
subsidy.  But  most  people  are  not  thinking  people.  The 
national  defense  plea  gives  the  long-haired,  wild-eyed 
boys  a  chance  to  mount  the  ramparts  in  Congress  and 
wave  the  flag  before  the  admiring  eyes  of  their  country- 
men ;  and  it  is  the  spectacular  plea  that  appeals  to  per- 
haps a  majority  of  people.  We  have  little  doubt  that  we 
shall  see  ship  subsidy  arrive,  amid  the  waving  of  ban- 
ners and  the  playing  of  bands.  Perhaps  it  will  remain 
until  long-continued  freedom  from  war  shall  show  their 
folly  to  those  who  supported  it  on  the  theory  that  war 
would  make  it  wise.  • 


BILL  TO  PREVENT  FRAUD 

The  Traffic   World  Washington  Bureau 

The  Senate  committee  on  interstate  commerce,  through 
Chairman  Cummins,  this  week  submitted  to  the  Senate  a  favor- 
able report  on  S.  1345,  amending  section  10  of  the  interstate  com- 
merce act  by  striking  out  paragraph  3  thereof  and  substituting  a 
new  paragraph.  The  reported  bill  follows: 

(3)  Any  person,  corporation,  or  company,  or  any  agent  or  officer 
thereof,  who  shall  knowingly  and  willfully,  directly  or  indirectly, 
himself  or  by  employee,  agent  or  officer,  or  otherwise,  by  false  billing, 
false  classification,  false  weighing,  false  representation  of  the  con- 
tents of  the  package  or  the  substance  or  character  of  the  property, 
false  report  of  weight,  false  statement,  or  by  any  other  device  or 
means,  whether  with  or  without  the  consent  or  connivance  of  the 
carrier,  its  agent  or  officer,  obtain  or  attempt  to  obtain  transportation 
of  property  in  interstate  commerce  by  any  carrier  or  carriers  subject 
to  this  Act  at  less  than  the  regular  rates  then  established  and  in  force 
on  the  line  of  transportation  shall  be  deemed  guilty  of  fraud,  which 
is  hereby  declared  to  be  a  misdemeanor,  and  shall,  upon .  conviction 
thereof  in  any  court  of  the  United  States  of  competent  Jurisdiction 
within  the  district  in  which  such  offense  was  wholly  or  In  part  com- 
mitted, be  subject  for  each  offense  to  a  fine  of  not  exceeding  $5,000 
or  imprisonment  in  the  penitentiary  for  a  term  not  exceeding  two 
years,  or  both.  Any  person,  corporation,  or  company,  or  any  agent 
or  officer  thereof,  who  shall  knowingly  and  willfully,  directly  or  indi- 
rectly, himself  or  by  employee,  agent  or  officer,  or  otherwise,  whether 
with  or  without  the  consent  or  connivance  of  the  carrier,  its  agent 
or  officer,  obtain,  or  attempt  to  obtain,  the  payment  or  approval  for 
payment,  In  whole  or  in  part,  by  any  common  carrier  subject  to  this 
Act  of  any  claim  for  loss  or  damage,  or  purporting  to  be  for  loss  or 
damage,  or  otherwise,  In  connection  with  or  growing  out  of  the  trans- 
portation or  the  agreement  to  transport  property  in  interstate  com- 
merce, by  knowingly  and  willfully  making  false  statements  or  false 
representations  as  to  the  cost  or  value  of  such  property,  or  the  nature 
or  extent  of  injury  to  such  property,  or  by  the  use  of  any  false  bill, 


bill  of  lading,  receipt,  voucher,  account,  claim,  certificate,  affidavit, 
deposition,  invoice,  or  other  supporting  paper,  knowing  the  same  to 
be  false,  fictitious,  or  fraudulent,  or  to  contain  any  false,  fictitious, 
or  fraudulent  statement  or  entry,  shall  be  deemed  guilty  of  fraud, 
which  is  hereby  declared  to  be  a  misdemeanor,  and  shall,  upon  con- 
viction thereof  in  any  court  of  the  United  States  of  competent  juris- 
diction within  the  district  in  which  such  offense  was  wholly  or  in 
part  committed,  be  subject  for  each  offense  to  a  fine  of  not  exceeding 
$5,000  or  imprisonment  in  the  penitentiary  for  a  term  of  not  exceeding 
two  years,  or  both. 

The  Commission,  to  which  the  measure  was  referred,  ap- 
proved it  for  the  following  reasons  set  forth  in  a  letter  from  the 
Commission  to  Senator  Cummins  and  Representative  Winslow: 

Paragraph  3  of  section  10  of  the  interstate  commerce  act  pro- 
vides that  any  person,  corporation  or  company,  or  any  agent  or  officer 
thereof,  who  shall  deliver  property  for  transportation  to  any  common 
carrier  subject  to  the  provisions  of  the  act,  or  for  whom,  as  consignor 
or  consignee,  any  such  carrier  shall  transport  property,  who  shall 
knowingly  and  willfully,  directly  or  indirectly,  by  false  billing  or  other 
false  representation,  or  other  device  or  means,  with  or  without  the 
consent  or  connivance  of  the  carrier  or  its  agent,  obtain  or  attempt 
to  obtain  transportation  for  property  at  less  than  the  lawful  rates, 
or  who  shall  by  false  statement  or  representation,  by  use  of  any  false 
bill,  etc.,  obtain  or  attempt  to  obtain  any  allowance,  refund,  or  pay- 
ment for  damage  or  otherwise,  whereby  the  compensation  of  the 
carrier  for  the  transportation  shall  be  made  less  than  the  lawful 
charges,  shall  be  deemed  guilty  of  fraud  and  be  subject  to  the  pen- 
alties provided. 

Experience  has  shown  that  frauds  are  successfully  perpetrated 
upon  the  carriers  for  which  it  is  impossible  under  the  existing  law 
to  secure  conviction  of  the  guilty  parties.  For  example,  the  persons 
conducting  a  claim  bureau  present  fraudulent  claims  for  loss  or  dam- 
age, ostensibly  in  the  name  of  the  shipper  or  consignee,  and  secure 
payment  thereof.  The  persons  so  securing  payment  do  not  deliver 
property  to  the  carrier  for  transportation  and  they  are  not  persons 
for  whom  as  consignor  or  consignee  the  carrier  has  transported  prop- 
erty. If  the  claim  be  for  the  total  loss  of  a  shipment,  it  cannot  be 
said  that  the  carrier's  earnings  1'ave  been  reduced  as  a  result  of  the 
fraud  because  it  did  not  have  any  earnings  thereon. 

There  is  also  opportunity  for  dishonest  shipper  or  consignee  to 
evade  the  provisions  of  this  act  by  placing  his  claims  in  the  hands  of 
another  party,  in  which  case  it  would  be  necessary  to  show  the  con- 
nection between  the  two. 

O\it  of  the  experiences  that  have  been  had  in  this  connection 
the  Commission  has  reached  the  conclusion  that  an  amendment  of  this 
paragraph  is  most  desirable  and  has  approved  the  proposed  amend- 
ment. 


USE  OF  OLD  BILLS  OF  LADING 

The  Traffic  World  Washington  Bureau 

The  Commission  is  receiving  an  unusually  large  number  of 
communications  in  regard  to  the  time,  after  March  15,  in  which 
the  old  forms  of  the  bill  of  lading  may  be  used.  Broadly  speak- 
ing, the  writers  seem  to  have  the  impression  that  the  Commis- 
sion has  fixed  July  1  as  the  day  beyond  which  the  old  forma 
may  not  be  used.  That  is  erroneous.  The  Commission  has  es- 
tablished no  time  limit.  The  railroads  said  they  would  continue 
to  sign  old  form  bills  of  lading,  presented  by  shippers,  when 
properly  stamped  to  indicate  that  the  terms  of  the  new  form 
prescribed  by  the  Commission  would  apply,  to  the  end  of  June. 

The  Commission,  February  1,  said  it  could  not  do  more  than 
approve  or  disapprove  a  time  limit,  if  one  should  be  proposed  by 
the  railroads.  The  latter,  after  consultation  with  the  Commis- 
sion, came  to  the  conclusion  that  July  1  would  be  a  good  time 
to  begin  using  new  forms,  hence  their  limitation.  The  Commis- 
sion could  not  require  them  to  give  even  a  day  for  continuing 
the  use  of  the  old  forms.  In  its  announcement,  it  indicated  that, 
inasmuch  as  questions  raised  by  its  order  seemed  likely  to 
reach  the  courts,  it  would  be  advisable  to  have  the  record  in 
such  prospective  cases  kept  straight  to  the  extent,  at  least,  of 
having  presented  to  them  the  questions  that  might  be  raised  by 
the  changes  in  the  terms  and  conditions  required  by  the  order 
of  the  Commission,  and  not  questions  as  to  what  was  the  lia- 
bility of  a  carrier  created  by  some  document  other  than  one 
made  in  accordance  with  its  order. 

It  is  regarded  as  unlikely  that  the  railroads  will  agree  to 
an  extension  of  the  time  in  which  the  old  forms  will  be  ac- 
cepted by  them,  from  shippers,  as  proper  documents  for  them 
to  sign.  They  fought  the  case  as  hard  .as  they  could  but  they 
regard  the  Commission  phase  of  the  case  as  complete  and  think 
that  full  compliance  with  the  order  should  be  not  delayed  be- 
yond July  1. 


MILEAGE  BOOK  HEARINGS 

The  Traffic  World  Washington  Bureau 

M.  O.  Lorenz,  chief  statistician  of  the  Bureau  of  Statistics 
of  the  Commission,  spent  two  days  as  a  witness  this  week  before 
the  House  committee  on  interstate  and  foreign  commerce  at  the 
continuation  of  the  hearing  on  the  mileage  book  legislation. 
Mr.  Lorenz  gave  the  committee  members  first-hand  information 
as  to  the  earnings  of  the  carriers,  the  amount  of  their  wage  bills, 
other  operating  costs,  etc.  He  was  called  with  the  view  that 
the  committee  should  have  exact  information  on  the  financial 
condition  of  the  roads  before  enacting  legislation  that  it  is 
contended  would  deplete  their  revenues. 

The  committee  concluded  hearings  on  the  bill  April  6,  Rep- 
resentative McLaughlin  of  Nebraska  being  the  last  one  to  appear 
in  behalf  of  reduced  fares.  It  was  expected  the  committee  would 
act  on  the  measure  shortly. 
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Nationalization  of  Mines. — Europeans  are  not  the  only  beings 
In  the  world  who  regard  the  United  States  as  a  financial  "easy 
mark."  There  is  Mr.  Lewis,  of  Indianapolis,  with  the  craft  of 
an  artisan,  if  not  the  finer  feeling  and  technique  of  the  artist, 
painting  a  picture  of  the  only  solution  he  thought  possible  of 
the  problem  created  by  the  strike  called  by  him— nationalization 
of  the  coal  mines.  "To  what  end?"  is  the  question  the  law-makers 
before  whom  he  appeared  might  have  asked  but  did  not  ask. 
Perhaps  the  obviousness  of  the  answer  constrained  them  not 
to  ask  it.  If  nationalization  would  not  produce  more  money 
for  the  miners.  It  is  suggested  Mr.  Lewis  would  not  have  asked 
for  a  trial  of  the  Lenin  theory.  The  French  revolutionists 
tried  the  theory  while  the  ancestors  of  Mr.  Lewis  were  still  in 
Wales,  practically  serfs  in  the  mines.  If  they  were  in  the  same 
lino  of  work  he  once  was.  Public  sentiment,  made  forcible 
when  the  printing  press  began  dlsselmlnating  facts  and  opinions, 
said  It  was  a  shame  that  such  a  form  of  slavery  should  exist. 
But,  It  Is  suggested,  public  sentiment  is  far  from  demanding  that 
the  public  buy  the  mines  and  turn  them  over  to  the  miners  to 
be  operated  In  such  a  leisurely  manner  that  the  farmer  will 
have  to  give  three  or  four  days  of  his  work  to  buy  one  of  the 
miner's  Nationalization.  It  is  submitted,  means  either  that  or 
stealing  by  the  public  for  the  benefit  of  the  half  million  of  men 
who  want  to  work  In  the  mines  while  there  Is  work  for  only  a 
little  more  than  half  than  number.  The  pay  offered  by  the  mine 
operators,  because  the  mine  unions  have  compelled  them  to  do 
so,  for  the  mining  of  a  ton  of  coal.  Is  so  large  that  more  men 
are  attracted  to  the  mines  than  can  be  employed  full  time.  In 
the  last  year,  according  to  Mr.  Lewis,  the  miners  have  earned 
about  $13  a  week.  They  have  worked  about  two  days  out  of  six. 
There  have  been  so  many  standing  around  waiting  for  work 
that  the  pay  earned  by  the  average  union  miner,  still  accord- 
Ing  to  Mr.  Lewis,  has  been  less  than  the  minimum  pay  given 
railroad  messenger  boys  by  the  Railroad  Administration.  Dur- 
ing the  war  the  manual  laborer*  got  big  money.  Some  of  them 
subscribed  liberally  for  bonds  and  some  paid  out  on  their  sub- 
scriptions. Many,  however,  did  not.  They  forfeited  what  they 
had  paid.  They  broke  the  bond  market  so  that  those  who  paid 
out  their  subscription  lost  heavily  If  they  had  to  part  during  the 
slump,  with  any  of  their  bonds  on  account  of  sickness  or  any 
other  unusual  expense.  The  money  raised  by  bond  sales  was 
disbursed  lavishly  to  the  manual  laborers  by  the  men  In  control 
of  the  government.  The  lavish  expenditures  by  the  men  then 
In  control,  added  to  the  legitimate  losses  caused  by  the  destruc- 
tion of  property  by  the  war.  brought  on  the  slump  which  WM 
merely  evidence  that  those  who  had  been  patting  up  the  money 
for  going  "over  the  top"  In  bond  sales,  could  buy  no  more  of 
bonds  or  of  commodities.  They  were  "cleaned  out."  to  use  the 
vernacular.  Nationalization.  If  It  did  not  mean  plain  uteallr 
such  as  took  place  In  Russia,  would  mean  those  those  who  paid 
out  on  their  subscriptions  for  liberty  bonds  would  have  to  put 
up  billions  more  to  the  end  that  the  miners  might  be  paid  more 
In  the  products  of  the  farms  than  they  really  earned.  Mining 
requires  no  more  skill  than  farming.  If  as  much.  The  fact  that 
so  many  more  men  want  to  mine  coal  than  have  opportunities. 
It  would  appear,  is  fair  evidence  that  mining  Is  considered 
easier  than  working  on  a  farm.  There  Is  no  such  surplus  of 
men  desiring  to  work  on  the  farm,  which  Is  the  only  funda- 
mental human  occupation.  The  farmers  are  among  those  who 
were  also  "cleaned  out"  by  the  liberty  bond  drives  and  t 
failure  of  subscribers  to  pay  out— because  they  had  lived  riot- 
ously on  the  big  wages  they  were  able  to  get  out  of  the  countr; 
because  It  was  at  war.  Nationalization.  a»  advocated  by  Mr. 
Ix'wls.  It  Is  believed,  would  call  for  more  bond  sale  drives.  II 
It  did  not  mean  stealing,  because  the  mines  would  have  to  be 
bought  from  their  owners  before  they  could  be  turned  over  to 
the  government  or  to  Mr.  Lewis. 

Government  and  the  Coal  Strike. — Another  widely  prevalent 
thought  akin  to  the  suggestions  about  nationalization  was  that 
If  Washington  officialdom  kept  hands  off  the  stlke  It  would  soon 
be  settled  on  economic  grounds.  The  determination  of  Presi- 
dent Harding,  as  voiced  by  Attorney-General  Daugherty.  whose 
views  were  set  forth  In  the  Traffic  World  of  March  26,  Is  to 
keep  out  unless  and  until  the  strikers  produce  such  a  condition 
that  commerce  between  the  states  is  prevented.  But  the  execu- 
tive branch  of  the  government  cannot  control  the  legislative. 
One  third  of  the  senators  and  all  the  representatives  are  to  be 
Herfpd  this  fall.  The  parentage  of  people  who  think  of  the 
miners  as  "down-trodden"  Is  large.  A  congressman  who  show* 
sympathy  for  the  down-trodden  can  get  votes  from  such.  A  play 
In  congress  to  show  the  sympathy  that  Is  felt  for  the  down- 
trodden. Is  generally  believed  to  be  good  political  business. 
Therefore,  Washington  may  not  keep  1U  hands  off.  Even  the 


Commission  may  step  in  where  it  might  be  better  to  keep  out. 
Ordering  a  reduction  in  rates  on  coal  before  the  strike  is  set- 
tled, it  is  believed,  would  mean  its  prolongation.  The  Commis- 
sion decided  I.  and  S.  774  while  a  strike  was  in  progress,  and 
the  miners  demanded  and  got  practically  every  cent  of  the 
advances  allowed  in  that  case.  Now  if  a  reduction  is  ordered, 
it  is  figured,  the  miners  will  point  to  the  fact  that  coal  is  sold 
nominally  f.  o.  b.  mines  and  insist  that  they  are  entitled  to  the 
benefit.  Therefore  the  duration  of  the  strike  is  a  question  the 
answer  to  which  Is  not  as  obvious  as  the  meaning  of  national- 
ization, when  used  by  men  who  obviously  think  they  are  entitled 
to  as  much  money  now  as  they  made  during  the  war. 

Some  Possible  Results  of  Nationalization.— A  few  folks  in 
Washington  have  taken  the  trouble  to  think  of  what  it  would 
mean  should  Congress  resolve  to  bring  about  nationalization 
in  a  constitutional  manner.  First,  it  would  mean  that  the  states 
would  have  to  consent  to  a  change  in  the  constitution.  That 
poor  old  instrument  has  been  twisted  and  stretched  so  much  in 
recent  years  that  it  may  be  a  mark  of  senility  to  regard  it  as  a 
guiding  star,  but  for  the  sake  of  the  point  that  has  been  made 
it  must  be  assumed  that  it  is  really  something  that  would  be 
treated  with  respect.  The  amendment  would  be  necessary  to 
enable  the  government  to  acquire  the  land  in  which  the  mines 
are  situated.  At  present  the  national  government  can  acquire 
land  for  only  the  purposes  of  public  buildings,  fortifications 
and  post  roads.  The  constitution  might  be  twisted  so  as  to 
make  It  appear  that  a  mine  is  a  part  of  the  national  defense 
system,  but  It  Is  assumed  the  Supreme  Court  would  balk  at  ;> 
construction  of  that  kind.  After  the  constitution  had  been 
amended,  the  next  step  would  be  to  buy  the  mines.  Moet  opera- 
tors would  rush  In  with  their  property  to  take  what  they  could 
get.  If  that  something  were  nearly  what  the  mines  had  cost, 
because  no  operator  for  more  than  a  year  past,  unless  he  was 
In  the  hard  coal  field,  has  been  making  much  on  his  invest- 
ment. Then  would  come  a  bond  issue  for  six,  eight,  or  ten 
billions  coincident  with  a  bond  issue  for  the  soldier  bonus.  By 
that  time  the  dollar  would  be  greeting  the  ruble  or  the  mark  as 
an  equal.  Undoubtedly  Mr.  Lewis  would  be  In  charge  of  the 
department  of  mines  and  mining  and  trying  to  fix  a  scale  of 
about  $300  for  mining  a  ton  of  coal,  because  a  "living  wage" 
would  have  to  be  about  $800  a  day.  But  before  that  time  came, 
the  government,  to  make  sure  it  would  not  lose  Its  Investment 
In  mines,  would  forbid  any  one  to  mine  coal.  Government 
always  has  to  have  a  monopoly.  It  cannot  stand  competition. 
Of  course,  if  nationalization  mean  a  mere  taking,  then  the  bond 
Issue  would  not  be  necessary.  Declaration  of  a  monopoly  might 
also  not  be  necessary  because  no  competitors  could  obtain 
mining  property  as  cheaply  as  that. 

McChord  and  Other  Radio  Fans. — Chairman  McChord  has 
become  a  radio  fan.  as  have  Warren  G.  Harding,  John  J. 
Penning.  Herbert  Hoover,  John  W.  Weeks,  Charles  Evans 
Hughes,  and  many  others.  It  Is  considered  doubtful,  however, 
whether  the  radio  will  have  a  great  vogue  among  such  men 
as  the  chairman.  There  are  times  when  they  have  to  listen  to 
the  talking  of  men  when  they  would  much  rather  be  doing  some- 
thing else.  With  the  radio,  thus  far,  the  fan  can  do  no  talking 
back.  He  cannot  take  exception  to  what  the  talker  is  saying  or 
point  out  to  the  singer  that  he,  she.  or  the  tenor  is  committing 
murder.  There  are  believed  to  be  times  when  men  In  Judicial 
or  quasi  judicial  places  such  as  the  chairman  holds,  would  like 
to  say  strange  and  wonderful  things  to  one  addressing  the  bench, 
which  inclination  has  to  be  satisfied  with  good  natured  raillery. 
But  even  good  natured  raillery  Is  not  yet  possible  for  the  aver- 
age owner  of  a  radio  outfit.  Therefore,  it  is  believed,  the  vogue 
for  It  among  the  Judges  and  officials  exercising  Judicial  discre- 
tion will  not  last  long.  It  would  become  the  most  popular  thing 
on  earth  if  Judges  and  near-Judges  could  be  compelled  each 
night  to  attach  themselves  to  the  Instruments  and  hold  on.  It 
is  the  right,  growing  out  of  Immemorial  usage,  of  the  loser,  to 
resort  to  the  corner  grocery  and  there  "cuss  out  the  court,"  but 
the  radio  would  be  so  much  more  satisfactory,  for  the  exercise 
of  the  time  honored  right.  If  only  Judges  and  regulators  could 
be  compelled  every  evening  to  give  ear,  via  the  radio,  to  what 
the  losers  would  take  pleasure  In  saying. 

Even  the  Stars  Muff  'Em  Sometimes. — Homer  nodding  and 
switchman  asleep  at  the  switch  have  nothing  on  "Bill"  Manker 
and  other  packer  traffic  men,  who  allowed  the  Wabash  io  put 
In  a  commodity  rate  of  30  cents  from  Chicago  to  Gary,  as  shown 
by  the  Commission's  decision  this  week,  awarding  to  Armour  & 
Company  and  Swift  &  Company  reparation  down  to  the  basis  of 
a  17  cent  rate.  The  Idea  of  there  being  such  a  rate  for  a  haul  of 
31  miles  right  at  thp  back  door  of  Manker  and  O'Hara,  if  any 
one  had  suggested  It,  would  have  been  flouted  as  Impossible. 
But  they  were  so  unware  of  its  existence  that  they  applied  a 
class  rate  of  21.6  conts  under  the  Impression  that  that  must  be 
the  only  legal  rate  that  could  apply,  and  then  filed  suit  for 
reparation.  The  absurdity  of  the  situation  may  be  Inferred  from 
the  fact  that,  in  the  first  year  of  government  control,  Railroad 
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Administration  officials  depended  on  Manker's  file  of  tariffs 
rather  than  on  their  own  and  did  not  hesitate  to  inquire  of  the 
packer  traffic  men  what  might  be  the  rate  on  gravestones  from 
Georgia  to  Wyoming,  believing  that  if  any  men  on  earth  could 
give  the  information  men  in  the  offices  of  Manker  or  O'Hara 
could  do  that.  The  how  of  the  situation  was  not  explained  in 
the  report  on  the  subject  made  by  the  Commission.  The  Com- 
mission thereby  lost  the  greatest  opportunity  it  ever  had  to 
show  that,  while  to  some  it  may  be  necessary  to  resort  to  poetry 
to  read  and  interpret  tariffs,  the  finding  of  the  most  obscure 
quirk  in  a  tariff  was  one  of  the  things  its  staff  of  tariff  men 
could  do  with  greater  ease  and  precision  than  anything  else. 

Rise  of  Government  Control  Traffic  Men. — The  traffic 
brethren  brought  to  Washington  by  Edward  Chambers  to  help 
him  during  government  control  of  the  railroads  continue  to  climb 
the  ladder  of  promotion.  Brooks  Brown,  April  1,  became  assis- 
tant traffic  manager  for  the  Southern.  Whether  they  are  going  up 
because  they  were  brought  to  Washington,  or  whether  they  were 
brought  to  Washington  because  they  were  "comers,"  may  be 
debated.  The  fa«t,  however,  is  as  set  forth.  It  is  believed 
that,  while  shippers  and  the  Railroad  Administration  had  many 
head-on  collisions  in  the  thirty  months  the  government  had  con- 
trol of  the  railroads,  most  of  the  friction  was  unnecessary  and 
was  created  largely  by  the  McAdoo  determination  to  have  all 
things  done  through  the  McAdoo  office.  When  the  shippers 
broke  down  the  barriers  and  got  to  dealing  with  men  like 
Lincoln,  Brooks,  Brown,  and  C.  E.  Spens,  direct,  and  without 
much  reference  to  the  "front  office"  of  McAdoo,  the  tension 
was  relieved.  By  the  time  the  end  of  government  control  was 
in  sight,  there  was  genuine  regret  that  the  Division  of  Traffic 
was  about  to  be  disbanded. 

A.  E.   H. 


In  the  petition  of  Frankel  it  was  averred  that  drilling  of  the 
wells  would  make  the  operation  of  the  railroad  unsafe.  By  rais- 
ing the  question  of  jurisdiction,  Mr.  Ellis  claimed  that  Hulen, 
the  receiver,  for  the  purpose  of  the  argument,  admitted  the 
truth  of  that  assertion  and  on  that  ground,  among  others,  he 
contended  the  Commission  had  the  right  and  duty  to  inquire 
into  what  the  receiver  was  proposing  to  do  with  a  railroad  sub- 
ject to  the  interstate  commerce  law. 


OIL  WELLS  ON  RIGHT  OF  WAY 

The   Traffic   World   Washington  Bureau 

The  Commission  has  decided  it  has  no  jurisdiction  over  the 
question  raised  by  the  complaint  of  Morris  Frankel,  trustee  for 
an  oil  company  in  the  process  of  formation  in  Texas,  that  the 
drilling  of  oil  wells  along  the  right  of  way  of  the  Trinity  & 
Brazos  Valley,  by  John  Hulen,  receiver  for  that  property,  is  a 
matter  into  which  the  Commission  should  inquire.  Frankel  said 
it  should  inquire  because  the  drilling  of  wells  will  endanger 
interstate  transportation  and  so  clutter  up  the  right  of  way  of 
the  railroad  company  that  it  will  not  be  possible  for  it  to  put 
down  side-tracks  needed  to  enable  owners  of  producing  oil 
wells  on  adjoining  land  to  use  the  facilities  of  transportation 
the  Trinity  &  Brazos  Valley,  under  the  law,  is  required  to 
furnish. 

Notice  that  it  was  of  the  opinion  that  it  had  no  jurisdic- 
tion was  given  to  the  petitioner,  Frankel,  and  Hulen,  the  re- 
ceiver, so  they  might  discuss  the  jurisdictional  question.  They 
have  submitted  their  views.  That  of  Hulen  is  that  the  Commis- 
sion has  no  more  to  do  with  the  question  than  it  would  have 
with  the  question  of  the  safety  of  a  machine  in  a  railroad  shop 
in  Los  Angeles,  raised  by  an  employe  in  that  shop  on  the  the- 
ory that,  the  machine  being  unsafe,  he  was  likely  to  be  injured 
and  his  injury  would  make  it  impossible  for  the  railroad  owning 
the  shop  readily  to  perform  its  duty  to  transport  commerce. 

In  behalf  of  Frankel,  Wade  H.  Ellis  pointed  to  the  various 
parts  of  the  statute  which  authorize  and  require  the  Commis- 
sion to  keep  itself  informed  as  to  the  manner  in  which  railroads 
perform  their  duties.  He  said  the  question  was  not  as  to 
whether  the  Commission  should  or  should  issue  an  order  or 
state  a  requirement  but  whether  it  should  inquire  into  the  situ- 
ation that  would  be  produced  by  the  drilling  of  the  three  wells 
along  the  right  of  way  of  the  Trinity  &  Brazos  Valley,  running 
through  the  Mexia  field,  ordered  by  the  court  that  appointed  the 
receiver.  The  latter  has  made  a  contract  with  N.  L.  Amster  of 
Boston  for  the  drilling  of  the  three  wells,  the  contractor  to  pay 
all  the  costs  of  the  drilling  and  to  give  the  railroad  sompany 
seven-sixteenths  of '  the  oil,  free  of  any  further  charges.  The 
high  royalty  is  said  to  be  due  to  the  fact  that  discovery  of  oil 
on  the  right  of  way  is  as  certain  as  anything  can  be  certain  in 
an  oil  field. 

The  receiver  asserted,  in  his  brief,  that  every  question  of 
fact  stated  in  Mr.  Frankel's  petition  or  complaint  had  been  gone 
over  in  the  case  that  arose  before  the  Texas  commission  when 
the  receiver  applied  for  a  permit  to  drill  because,  under  the 
law  of  Texas,  the  owner  of  land  or  a  lease  on  land  may  not 
drill  within  150  feet  of  the  boundary  line,,  except  and' unless  the 
Railroad  Commission  of  Texas  issues  a  permit  to  disregard  that 
part  of  the  law.  The  hearing  before  that  body  brought  out  that 
the  Trinity  &  Brazos  Valley  is  the  owner,  in  fee,  of  a  right  of 
way  100  feet  wide,  with  the  track  running  through  the  middle 
of  it.  The  right  of  way,  for  about  1,000  feet,  runs  through  the 
heart  of  the  Mexia  field.  The  railroad  company,  according  to 
the  receiver,  according  to  the  view  of  the  Texas  commission, 
and  the  court  that  appointed  the  receiver,  has  as  much  right  as 
any  other  proprietor,  to  drill  for  oil,  If  it  complies  with  the 
law  of  Texas. 


SIXTH  SECTION  PERMISSIONS 

The   Traffic   World   Washington  Bureau 

In  a  notice  to  carriers,  the  Commission  has  told  them  it  will 
not  give  sixth  section  permission  to  change  tariffs  on  less  than 
statutory  notice  unless  they  make  a  substantial  showing  of 
emergency  to  warrant  the  waiver  of  such  notice,  nor  give  per- 
mission to  make  a  change  if  the  application  covers  only  a  part 
of  the  adjustment  without  heed  to  similar  changes  in  rates  at 
related  points  or  on  related  commodities.  Administrative  ruling 
No.  58,  of  tariff  circular  18-A,  has  been  amended  in  line  with  the 
notice. 

Officials  of  the  Commission  who  handle  sixth  section  appli- 
cations have  for  a  long  time  been  impatient  on  account  of  the 
freedom  with  which  agents  have  been  applying  for  sixth  section 
permission  when  there  was  no  emergency  other  than  that  caused 
by  their  failure  to  act  earlier.  The  kind  of  applications  that 
have  been  the  most  obnoxious  have  been  those  proposing  changes 
in  rates  from  or  to  related  points  without  proposing  similar 
changes  in  commodities  which  bear  a  relationship  to  the  com- 
modity covered  by  the  application,,  and  to  make  changes  between 
common  or  competitive  points  via  one  line  only  without  regard 
to  rates  of  other  carriers  applying  between  the  same  points. 


EMERGENCY  LIVE  STOCK  RATES 

It  has  evidently  not  been  as  easy  for  the  western  roads  to 
decide  whether  or  not  to  agree,  or  to  what  extent  to  agree,  to 
the  request  made  by  western  live  stock  breeders  for  a  reduction 
in  range  cattle  rates  similar  to  that  granted  last  year.  At  the 
conference  of  railroad  traffic  men  and  cattle  interests,  over 
which  Chairman  McChord  presided,  in  Washington,  March  29, 
the  carriers  were  told  an  answer  would  be  expected  within  two 
days.  Subsequently,  when  a  telegraph  poll  of  the  western  execu- 
tives failed,  a  conference  was  called  to  take  place  in  Chicago, 
April  5.  That  conference  had  to  be  postponed  a  day  because  of 
the  inability  of  some  of  the  traffic  men  to  arrive  in  time. 

When  the  executives  did  get  together,  however,  on  the  after- 
noon of  April  6,  it  was  felt  that  no  definite  decision  ought  to 
be  made  until  consideration  was  given  to  some  .of  the  weaker, 
southwestern  lines,  notably  those  in  Texas  on  which  most  of  the 
cattle  moving  under  the  emergency  rates  would  originate.  For 
this  reason  a  further  conference  was  scheduled,  to  take  place 
at  St.  Louis,  April  11,  at  which  it  is  expected  a  final  decision 
will  be  reached. 


CEMENT  RATES  TO  INDIANA 

The  case  involving  rates  on  cement  into  and  within  the 
state  of  Indiana  (No.  12824,  Atlas  Portland  Cement  Co.  vs.  C. 
B.  &  Q.  et  al.),  heard  before  Examiner  Money,  in  Chicago, 
March  31,  involved  practically  the  same  issues  as  the  Illinois 
case.  Walter  Young,  general  traffic  manager  for  the  complain- 
ing company,  put  in  exhibits  that  were,  in  many  cases,  copies  of 
those  put  in  in  the  previous  case.  He  also  asked  for  the  same 
basis  of  rates  into  Indiana  as  was  asked  for  into  Illinois — namely, 
scale  No.  1,  as  prescribed  by  the  Commission  in  docket  No. 
8182,  increased  2  cents  and  35  per  cent.  Such  a  scale,  he  said, 
would  not  materially  increase  the  Indiana  intrastate  rates  and 
would  give  his  mills,  at  Hannibal,  Mo.,  a  chance  to  compete 
in  the  Indiana  markets. 

The  preference  in  favor  of  the  intrastate  hauls  in  Indiana, 
he  said,  resulted  from  the  refusal  of  the  Indiana  commission 
to  grant  the  railroads  the  1-cent  raise  in  cement  rates  pre- 
scribed by  the  Commission  in  interstate  movements  in  Ex  Parts 
57.  This  preference,  he  said,  was  aggravated  somewhat  by  the 
percentage  increase  in  Ex  Parte  74.  That  the  rates  he  proposed 
into  Indiana  on  cement  would  be  reasonable,  he  said,  was  shown 
by  exhibits  which  purported  to  show  that  the  ton-mileage  and 
car-mileage  on  brick,  lumber  and  other  commodities  in  the  ter- 
ritory were  lower  than  those  that  would  result  from  the  proposed 
cement  rates. 

The  carriers'  position  in  the  Indiana  case  was  also  practically 
the  same  as  in  the  Illinois  case.  T.  R.  Farrell,  assistant  general 
freight  agent  for  the  Wabash,  made  a  strong  plea  for  the  revision 
of  cement  rates  generally  in  the  states  of  Ohio,  Michigan,  Wis- 
consin, Indiana,  Illinois  and  some  of  the  states  on  the  west  bank 
of  the  Mississippi,  which  he  said  were  now  a  "mess."  He  urged 
the  Commission,  however,  to  have  due  regard  for  the  revenues 
of  the  carriers  in  making  such  a  readjustment,  a  regard  which, 
he  said,  the  shippers  evidently  did  not  have.  He  advocated  a 
scale  similar  to  that  proposed  by  the  carriers  in  the  Illinois 
case,  scale  No.  2,  docket  No.  8182,  increased  2  cents  and  35  per 
cent. 
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Decisions  of  Interstate  Commerce  Commission 


EQUIPMENT    REPAIR   AND 
CONSTRUCTION 

In  three  reports  on  No.  12066,  construction  and  repair  of 
railway  equipment,  opinion  No.  7485.  66  I.  C.  C.  604-26,  opinion 
No.  7486.  66  I.  C.  C.  727-31,  and  opinion  No.  7487,  66  I.  C.  C. 
732-54,  the  Commission,  by  a  six  to  five  division,  condemned 
the  contracts  made  by  the  Pennsylvania  and  New  York  Central 
and  criticized  the  Atlantic  Coast  Line  for  the  repair  of  loco- 
motives In  outside  shops  in  the  spring  of  1920.  The  majority, 
however,  said  the  imputation  to  the  Pennsylvania,  by  the 
American  Federation  of  tabor,  of  an  ulterior  or  dishonest  mo- 
tive, had  "no  support  in  the  record." 

The  majority  opinion  in  the  case  of  the  Pennsylvania,  not 
attributed  to  any  particular  commissioner,  consisted  largely  of 
analysis  of  estimates  of  the  number  of  locomotives  that  could 
be  repaired,  the  number  needing  repairs  and  the  number  that 
would  be  needing  repairs  within  a  month  or  two  after  the  end 
of  federal  control,  which  figures  were  contrasted  with  what  ac- 
tually took  place  after  the  contracts  were  let  In  summing  up, 
the  Commission  said: 

\V-lKhlng  one  thine  with  another,  the  record  Indicate*  to  u*  that 
at  be*t  respondent  wu  precipitate  In  resorting  to  outilde  shop*,  at  an 
added  expense  of  more  than  fl.000.000.  almont  Immediately  upon  Its 
resumption  of  1U  property.  It  I*  obvious  that  every  consideration  of 
Kood  management  dictated  the  restoration  of  the  locomotive*,  with 
n»r  capacities  ranging  upward  of  $12.000  to  (17,000  monthly,  to 
a  serviceable  condition  without  undue  delay.  !>ut  the  same  considera- 
tions also  dictated  the  accomplishment  of  that  end  without  unneces- 
sary expenditure*.  Upon  a  careful  review  of  the  record  we  conclude 
that  a  more  thoiuugh  mirvey  of  respondent'*  fncllltlte*  In  the  llKht  of 
past  demand*  rmances  would  have  disclosed  a  capacity  to 

do  the  work  Itvlf  within  a  reasonable  time  by  an  appropriate  co- 
ordination of  efforts  and  by  such  added  exertions  as  relieved  the 
nltiiiitlon  In  the  preceding  year.  The  Interveners*  Imputation  to  re- 
spondent of  an  ulterior  or  dishonest  motive  has  no  support  In  the 

:  ! 

Through  the  report  the  Pennsylvania  was  referred  to  as  the 
respondent,  as  If  the  inquiry  constituted  a  formal  CAM  In  which 
the  Commission  was  trying  to  ascertain  if  the  company  had  been 
guilty  of  some  breach  of  the  law.  The  American  Federation  of 
Labor  was  the  intervener. 

The  conclusion  reached  by  the  Commission  was  that  of 
Chairman  McChord,  Commissioners  Meyer,  Altchison,  Eastman. 
Cox  and  Escb.  Mewtrs.  McChord  and  Eastman  wrote  concurring 
reports  to  show  more  fully  why  they  had  come  to  the  conclusion 
that  the  Pennsylvania's  officials  had  shown  poor  Judgment  In 
sending  200  of  their  locomotives  to  the  Baldwin  Locomotive 
works  for  repairs,  at  an  average  coat  of  $25,000  when.  If  the 
work  had  been  done  in  their  own  shops  the  average  cost  would 
have  been  about  $9,000. 

Commissioners  Potter,  Lewis,  Daniels.  Hall  and  Campbell 
dissented,  with  Potter  and  Lewis  writing  separate  reports,  to 
suggest  the  danger  and  futility  of  criticising  the  decision  of 
officials,  at  a  time  when  the  actual  and  prospective  volume  of 
business  was  the  greatest  ever  known  and  the  number  of  bad- 
order  locomotives,  was  18  per  cent,  notwithstanding  that  12  per 
cent  was  recognised  as  the  maximum  tolerance  of  bad-order  lo- 
comotives, that  percentage  being  accepted  by  the  experts  on  each 
side  of  this  case  as  the  proper  dividing  line  between  a  tolerable 
and  an  intolerable  condition. 

Commissioner  Potter,  In  his  dissent,  disagreed  with  what 
his  colleagues  had  done  and  said,  in  effect,  that  when  it  was 
shown  there  was  no  dishonesty  It  should  have  said  there  was 
nothing  to  say  because  the  law  places  no  responsibility  of  man- 
agement upon  the  Commission.  Commissioner  Lewis  based  his 
dissent  upon  what  he  called  more  fundamental  grounds — namely 
that  the  government  bad  decided  against  government  manage- 
ment, that  the  record  did  not  give  warrant  for  condemnation 
on  the  ground  of  Inefficiency  or  dishonesty,  and  that  the  adop- 
tion of  policy  of  condemnation  was  dangerous. 

Com  mi  Ml  oner  Potter,  who  operated  the  Carolina,  Cllnchfleld 
£  Ohio  before  he  became  a  commissioner,  criticized  his  col- 
leagues for  having  received  testimony  as  to  what  happened  after 
the  contract  was  let.  in  the  way  of  repairs  to  locomotives  in  the 
Pennsylvania's  shops  without  taking  into  account  the  savings 
made  with  the  locomotives  that  were  repaired  at  a  cost  of 
$25,000  each.  He  said  the  Commission  had  taken  only  one  side 
of  the  account  His  contention,  however,  waa  that  the  Commis- 
sion should  have  confined  itself  to  a  consideration  of  the  things 
that  Influenced  the  Pennsylvania's  officials  In  reaching  the  con- 
clusion that.  In  the  public  interest,  they  should  get  their  loco- 
motives repaired  as  quickly  as  possible,  without  regard  to  cost. 
He  said  the  thing  to  be  remembered  was  that  the  steam  loco- 
motive was  the  heart  of  American  industry.  Continuing,  he 
said: 


The  value  to  the  nation  of  one  month's  service  of  a  locomotive 
in  busy  times.  Is  worth  far  more  than  the  cost  of  the  locomotive 
Itself.  There  Is  never  an  excuse  for  any  carrier  to  run  any  risk  with 
respect  to  Its  motive  power.  The  vital  and  universal  need  of  all  Im- 
portant Industries  In  this  country  Is  transportation.  Transportation 
facilities  are  idle  and  Investments  in  them  are  wasted  In  the  degree 
that  power  falls.  Chance  may  be  taken  with  cars,  and  all  other 
things,  but  never  with  locomotives.  We  will  perform  our  best  serv- 
ice only  if  we  make  this  clear.  The  one  thing  that  never  should  be 
excused  in  a  manager  Is  avoidable  risk  regarding  the  effectiveness 
of  his  motive  power.  Particularly  in  times  of  stress  he  should  not 
stop  to  make  close  estimates  or  draw  fine  distinctions  as  to  how  or 
where  repairs  should  be  made  or  as  to  relative  cost.  He  should 
consider  first  how  to  be  absolutely  certain  under  every  possible  con- 
tingency to  have  his  power  ready. 

We  are  equipped  for  regulation  within  the  law,  regarding  rates 
and  other  matters  clearly  within  our  proper  function  and  with  which 
continually  we  are  called  upon  to  deal.  We  are  not  equipped  for 
problems  of  management  and  operation.  These  are  beyond  the  lines 
that  define  our  field.  The  Idea  that  we.  a  commission  of  11  men, 
brought  from  different  walks,  none  of  whom  was  selected  because  he 
had  any  knowledge  regarding  practical  railway  operation,  can,  in 
spite  of  our  Inexperience,  two  years  after  the  fact,  on  an  incomplete 
record  of  conditions,  put  ourselves  in  the  chair  of  the  general  man- 
ager or  master  merchanlc  of  the  largest  system  of  railroads  In  the 
United  States,  and  say  how.  In  perilous  times,  he  should  have  handled 
a  very  difficult  operating  problem,  and  Justly  criticise  him  for  error, 
does  not  find  favor  with  me. 

Wu  have  been  given  no  roving  commission  to  Investigate  and 
criticise.  Federal  control  ended  at  midnight,  February  29,  1920.  and 
under  the  law  In  effect  since  then  the  carriers  are  to  be  managed 
by  the  chosen  representatives  of  their  owners  and  not  by  us. 

The  Supreme  Court  of  the  United  States  In  Interstate  Commerce 
Commission  vs.  C.  O.  W.  Ky.  Co.,  SOS  U.  8.,  108,  at  page  118,  said: 
"It  must  !«•  n'memlK-red  that  railroads  are  the  private  property 
of  their  owners,  that  while,  from  the  public  character  of  the  work 
in  which  they  are  engaged,  the  public  has  the  power  to  prescribe 
rules  for  securing  faithful  and  efficient  service  and  equality  between 
shippers  and  communities,  yet,  in  no  proper  sense,  Is  the  public 
a  general  manager." 

We  are  not  making  any  order  upon  our  report  and  are  giving 
no  direction  and  we  have  no  authority  to  do  either.  Our  report  Is 
only  criticism  of  management  where  responsibility  for  manaement 
Is  not  on  u*.  No  complaint  of  violation  of  the  law  has  been  made. 
and  we  have  found  no  violation.  In  such  a  situation  I  see  no  right 
to  Interfere  with  criticism  and  disturb  and  Irritate  with  expressions 
of  our  opinions.  If  the  officers  of  the  respondent  have  not  exercised 
good  Judgment,  they  are  accountable  to  Its  stockholders,  and  not 
to  us. 

In  Advance  In  Rates — Western  Case.  10  I.  C.  C.,  307  at  page 
J17,  we  said: 

"We  must  be  conscious  In  our  consideration  of  these  rate  ques- 
tions of  their  effect  upon  the  policy  of  the  railroads  and,  ultimately, 
upon  the  welfare  of  the  state.  This  country  cannot  afford  to  have 
poor  railroads.  Insufficiently  equipped,  unsubstantially  built,  care- 
.•••;.•••!  W.-  TI.  .  •!  ll..  I.,  -t  ..;  .-.|\...  ii:n  i. nli. i. u|  i, I.-IM. ii;.-- 
merit  should  be  the  most  progressive.  It  should  have  wide  latitude 
for  experiment.  It  should  have  such  encouragement  as  would  attract 
the  Imagination  of  both  the  engineer  and  the  Investor.  Nevertheless. 
It  Is  likewise  to  be  remembered  that  the  Government  has  not  under- 
taken to  become  the  directing  mind  In  railroad  management.  We 
are  not  the  managers  of  the  railroad." 

In  Harrlman  vs.  Interstate  Commerce  Commission,  211  U  8., 
407,  at  page  419.  the  Supreme  Court  admonished  us  as  follows: 

"We  are  of  opinion,  on  the  contrary,  that  the  purposes  of  the  act 
for  which  the  Commlsnion  may  exact  evidence  embrace  only  com- 
plaints for  violation  of  the  act,  and  Investigations  by  the  Commission 
upon  matters  that  might  have  been  made  the  object  of  the  com- 
plaint. As  we  already  have  Implied,  the  main  purpose  of  the  act 
was  to  regulate  the  Interstate  business  of  carriers,  and  the  sec- 
ondary purpose,  that  for  which  the  Commission  was  established, 
was  to  enforce  the  regulations  enacted.  These.  In  our  opinion,  are 
the  purposes  referred  to:  In  other  words,  the  power  to  require  testi- 
mony Is  limited,  as  It  usually  Is  In  English-speaking  countries,  at 
least  to  the  only  cases  where  the  sacrifice  of  privacy  Is  necessary — 
those  where  the  Investigations  concern  a  specific  breach  of  the  law." 
The  procedure  we  have  adopted  In  making  this  Inquiry  cannot 
be^upported  by  the  provisions  of  the  transportation  act  under  which 
Mstty,  efficiency,  and  economy  of  management  are  to  Influence  the 
determination  of  rate  scales.  We  have  not  proceeded  as  In  a  rate 
Inquiry  for  rate-making  purposes.  Our  report  can  be  of  no  service 
for  rate-making  purposes.  It  determines  nothing  respecting  the 
hunesty,  efficiency,  or  economy  of  respondent's  management.  It 
deals  only  with  one  transaction  that  occurred  two  years  ago  In  one 
branch  of  carrier  operation.  A  mistake  might  have  been  made  In 
this  matter  and  yet  the  respondent  might  be  the  most  efficiently 
operated  carrier  In  the  country.  There  might  be  warrant  in  con- 
ducting a  general  Inquiry  as  to  carrier  efficiency  shown  by  the 
respondent's  operations  generally,  but  the  discussion  of  an  Isolated 
transaction  under  unusual  conditions  cannot  be  helpful  to  us  on  any 
question  we  have  Jurisdiction  to  determine. 

This  I*  one  of  several  Investigations  we  are  carrying  on  of  a 
similar  nature  and  under  similar  circumstances  regarding  different 
carriers  throughout  the  country.  They  are  taking  an  enormous 
amount  of  precious  time-end  are  costing  many  thousands  of  dollars — 
without  accomplishing  any  result  of  the  slightest  value  to  anyone. 

In  bis  dissent  Commissioner  Lewis,  in  part  said: 

My  objection*  to  the  adoption  of  such  a  policy  are,  however, 
more  fundamental. 

first:  The  government  has  decided  against  government  man- 
agement of  the  railroads.  It  has  set  up  regulation  and  has  definitely 
adopted  a  policy  of  protection.  Charges  for  services  may  be  levied 
to  meet  only  the  requirements  of  honest,  efficient,  and  economical 
management.  The  record  does  not  give  warrant  for  condemnation 
on  the  ground  of  dishonesty  or  Inefficiency.  The  pressing  considera- 
tion In  March.  1920.  was  service,  and  whatever  might  be  said  In 
criticism  on  the  ground  of  uneconomical  management  disappears 
when  there  Is  taken  into  consideration  the  earning  power  of  locomo- 
tives In  service. 

Second:     The  adoption  of  a  policy  of  condemnation  Is  dangerous. 
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The  prosperity  of  the  country  Is  dependent  on  exercise  of  broadest 
vision  and  boldest  initiative  by  those  in  charge  of  the  railroad 
facility.  Responsibility  should  not  be  impaired  by  intimidation  and 
menace  of  pubic  censure  except  In  instances  of  most  extreme 
provocation.  Management  having  been  placed,  as  a  national  policy, 
in  the  hands  of  the  railroad  executives,  the  government  should  not 
condemn  actions  that  appear  when  taken  to  be  to  the  best  interest 
of  all  concerned,  except  upon  a  conclusive  showing  of  improper 
motives  or  public  injury. 

The  facts  in  the  New  York  Central  report  were  similar  to 
those  found  with  regard  to  the  contract  of  the  Pennsylvania. 
The  New  York  Central  contracts  called  for  the  repair,  in  outside 
shops,  of  195  locomotives.  The  Commission  said  the  costs  of  the 
work  in  those  outside  shops  was  about  $3,000,000  greater  than 
it  would  have  been  had  the  work  been  done  in  the  company's 
shops.  It  said  the  work  could  have  been  done  in  the  company 
shops  within  the  time  in  which  it  was  accomplished  in  the 
others. 

Commissioners  Potter  and  Lewis  also  wrote  dissenting  re- 
ports in  that  case.  Mr.  Potter  said  there  was  nothing  in  the 
evidence  to  show  that  the  cost  of  the  repairs  was  unreasonably 
high  and  that  the  Commission  might  assume  that  high  costs 
were  excessive.  Mr.  Lewis  said  that  while  the  circumstances  in 
the  two  cases  were  slightly  dissimilar,  he  desired  to  register  his 
objection  in  the  New  York  Central  case  as  he  had  done  in  the 
other. 

In  the  Atlantic  Coast  Line  case  the  Commission  held  the 
contracts  for  the  repair  of  30  locomotives,  "although  based  on 
excessive  costs,"  in  the  circumstances,  was  not  unwarranted.  In 
that  case  Commissioner  Hall  also  took  his  colleagues  to  task  for 
going  outside  the  law.  -Commissioner  Potter  dissented  from  the 
finding  that  the  costs  were  excessive.  He  said  that,  if  the  prices 
offered  were,  as  the  Commission  had  found,  the  lowest  offered, 
the  Commission  he  said  should  have  held  the  costs,  in  fact  were 
not  excessive,  but  proper". 

Commissioner  Hall  called  attention  to  some  law,  which  he 
seemed  to  think,  the  commissioners  who  approved  the  reports, 
had  overlooked.  He  said: 

"Honest,  efficient  and  economical  management"  was  the  due  of 
every  corporation,  railroad  or  other,  before  those  words  were  written 
into  the  interstate  commerce  act.  The  duty  rests  upon  officers  and 
directors  of  railroads,  but  not  by  virtue  of  that  act.  Failure  in  that 
duty  violates  no  .provision  of  the  act  which  we  administer,  and  we 
hold  no  roving  commission  as  public  monitor  or  critic.  In  the  pleni- 
tude of  our  powers  it  should  not  be  forgotten  that  they  do  not 
Include  those  of  general  manager.  We  have  gone  beyond  our  province 
in  this  investigation  and,  whatever  our  findings,  can  enter  no  valid 
order.  The  results  of  our  comparative  and  other  studies  could 
doubtless  be  made  helpful,  in  a  less  obtrusive  way,  to  those  who 
bear  responsibility  for  railroad  operation,  and  constructive  sugges- 
tions would  doubtless  be  welcomed  for  what  they  are  worth.  With 
such  a  course  I  would  be  and  am  in  full  accord.  But  I  dissent  from 
all  reports  in  this  investigation.  It  should  be  discontinued. 

After  the  Commission  had  given  out  its  report  on  the  New 
York  Central's  repairing  of  engines  in  outside  shops,  Commis- 
sioner Campbell  decided  to  write  a  separate  statement  of  his 
views  and  not  content  himself  with  the  general  declaration 
that  he  dissented.  His  dissenting  views  were  put  out  in 
mimeographed  form.  He  said: 

We  find  no  proof  of  improper  motive  and  no  willful  act  of  wrong, 
but  the  record  does  suggest  that  the  officials  in  charge  may  have 
acted  largely  upon  intuition  rather  than  upon  thorough  investigation. 
If  they  had  had  before  them  the  facts  that  subsequent  events  disclosed 
they  might  have  done  differently.  But  human  nature  must  be  recog- 
nized. The  railroads  had  just  been  returned  to  their  owners  and 
private  ownership  and  operation  were  on  trial.  The  possibility  of 
public  criticism  that  was  likely  to  follow  failure  to  handle  traffic  ex- 
peditiously  had  to  be  reckoned  with.  This  contract  was  made  at  a 
time  when  most  everyone  connected  with  the  operation  of  a  railroad 
was  acting  under  pressure,  traffic  was  heavy,  and  heavier  traffic  was 
in  prospect  Naturally  there  must  have  been  more  or  less  feeling  of 
nervous  haste.  Under  all  the  circumstances,  while  the  record  does 
not  warrant  unqualified  approval  of  the  action  taken  by  the  officials 
in  charge,  it  is  perfectly  clear  to  me  that  we  should  not  condemn 
them. 

COAL,  WYOMING  TO  UTAH 

In  a  report  on  I  and  S  1445,  coal  from  Wyoming  mines  to 
Destinations  in  Utah  south  of  Ogden  (mimeographed  without 
page  or  opinion  numbers),  written  by  Commissioner  Campbell, 
the  Commission  forbade  the  equalization  of  rates  on  coal  from 
the  mines  in  the  Rock  Springs  and  Kemmerer  districts  in 
Wyoming  to  destinations  in  Utah  south  of  Ogden,  on  the  Oregon 
Short  Line,  with  rates  from  Utah  mines:  The  decision  was 
made  by  division  No.  2,  composed  of  Daniels,  Esch,  and  Camp- 
bell, distinctly  on  the  ground  that  the  revised  interstate  com- 
merce law  intends  the  Commission  to  exercise  a  guardianship 
over  the  railroads  to  the  extent  of  preventing  destructive  com- 
petition. 

Until  the  Commission's  decision  in  Ex  Parte  74,  the  Wyo- 
ming and  Utah  mines,  to  the  destination  in  question,  were  on  a 
parity.  They  had  been  that  way  for  years,  with  the  exception 
for  a  short  time  in  1915,  since  the  opening  of  the  Utah  mines. 

That  long  existing  parity  was  broken  by  the  Commission, 
in  Utah  rates,  fares,  and  charges  (60  I.  C.  C.  388).  In  that  deci- 
sion it  refused  to  disturb  the  break  in  the  equality  of  rates 
which  had  been  brought  about  by  the  refusal  of  the  Utah  com- 


mission to  allow  the  Utah  lines  to  raise  their  rates  on  intra- 
state  business  to  the  level  of  the  rates  from  the  Wyoming  mines. 

In  this  case  the  Commission  said  there  was  no  reason  why 
it  should  revise  its  opinion  in  the  case  in  which  the  carriers 
tried  to  bring  the  law  into  play  so  as  to  give  them  as  high  rates 
for  the  shorter  hauls  in  Utah  as  for  the  longer  ones  from  the 
Wyoming  mines. 

Utah  operators  protested  the  rates  which  the  Oregon  Short 
Line  and  its  connections  proposed  to  make  operative  Decem- 
ber 5,  1921.  Their  protests  caused  suspension.  The  rates  pro- 
posed were  $2.10  on  lump  and  $1.80  on  slack,  which  were  the 
ones  made  by  General  Order  No.  28,  kept  in  effect  in  Utah  by 
the  decision  before  mentioned. 

In  the  trial  of  the  case  the  respondents  contended  they  had 
the  right  to  make  rates  that  would  enable  the  Wyoming  opera- 
tors to  meet  the  competition  of  the  Utah  mines  in  the  Utah 
field.  The  Utah  operators  contended  they  were  not  fighting 
against  meeting  the  Wyoming  operators  in  the  Utah  fields  but 
were  fighting  against  an  adjustment  that  would  enable  their 
Wyoming  competitors  to  come  into  Utah  but  keep  the  Utah 
operators  out  of  the  Wyoming  field.  They  claimed  to  be  fight- 
ing against  a  jug-handled  adjustment. 

Commissioner  Campbell  did  not  blink  the  fact  that,  in  deny- 
ing the  reductions,  the  Commission  was  exercising  a  control 
over  the  railroads  in  accordance  with  what  it  conceived  to  be 
the  spirit  of  the  transportation  act.  In  part,  he  said: 

The  position  of  respondents  is  that  while  to  the  destinations  in 
Utah  south  of  Ogden  the  Wyoming  mines  are  at  a  disadvantage  as 
compared  with  the  Utah  mines  from  the  standpoint  of  distance,  that 
this  disadvantage  is  more  apparent  than  real,  since  in  other  respects 
the  operating  conditions  of  the  lines  serving  the  Wyoming  mines  are 
more  favorable  than  those  on  the  lines  serving  the  Utah  mines,  which 
offsets  the  mere  difference  in  lengths  of  haul.  They  maintain  that 
there  is  an  absolute  necessity  for  a  parity  in  rates  to  the  destinations 
involved  to  enable  the  Wyoming  coal  to  compete  with  the  Utah  coal, 
and  they  contend,  therefore,  that  even  if  from  a  strict  transportation 
standpoint  the  rates  from  the  Wyoming  mines  might  properly  be  some- 
what higher  than  those  from  the  Utah  mines,  yet  in  restoring  the 
parity  of  rates  from  these  two  highly  competitive  fields  they  are  acting 
entirely  within  their  rights  under  the  law  and  in  conformity  with  prac- 
tices that  prevail  generally  among  railroads  the  country  over  in 
similar  situations.  They  assert  that  while  the  proposed  rates  are 
somewhat  lower  than  might  be  justified  as  reasonable  from  a  strict 
transportation  standpoint,  that  nevertheless  they  are  as  high  as  can 
be  maintained  under  the  circumstances,  and,  being  unquestionably 
compensatory  for  the  service  involved,  are  fully  justified.  They  say 
that  if  a  differential  in  rates  is  maintained  in  favor  of  the  Utah  mines 
to  the  destinations  involved,  the  effect  will  be  to  shut  the  Wyoming 
coal  out  of  this  market  entirely. 

Protestants  maintain  that  to  allow  respondents  to  equalize  the  rates 
from  the  Wyoming  mines  to  the  Utah  destinations  with  those  from 
the  Utah  mines  would  be  discriminatory  against  the  Utah  mines,  and 
cite  numerous  decisions  in  which  we  have  held  that  it  is  not  our  func- 
tion to  equalize  commercial  conditions  or  neutralize  geographical  or 
commercial  disadvantages  of  individuals  or  localities  by  the  adjustment 
of  transportation  charges,  as  a  reason  why  in  this  case  we  should  not 
sanction  the  proposed  equalization  of  rates.  However,  the  question 
here  presented  is  not  how  far  we  may  properly  go  in  requiring  respon- 
dents to  equalize  their  rates  from  the  Wyoming  mines  with  those 
applying  from  the  Utah  mines  to  the  destinations  involved,  but  rather, 
how  far  the  respondents  themselves  may  lawfully  go  in  this  direction. 
This,  respondents  say,  presents  the  question  whether  the  rates  pro- 
posed are  too  low  to  be  compensatory  so  that  their  application  to  such 
coal  traffic  as  might  move  under  them  would  operate  unduly  to  burden 
other  traffic.  They  contend  that  the  rates  are  compensatory.  The 
ton-mile  earnings  for  the  haul  from  Castle  Gate  group  to  Salt  Lake 
City,  for  example,  the  rates  for  which  have  been  held  by  us  to  be 
reasonably  high  in  Utah  rates,  fares  and  charges,  supra,  are  17  mills, 
while  from  the  Rock  Springs  group,  under  the  proposed  rate  they  are 
9  mills.  Again,  at  Modena,  a  point  with  one  of  the  greatest  differences 
in  distance,  the  ton-mile  earnings  are,  from  Castle  Gate  group,  approx- 
imately 14  mills  and  from  Rock  Springs  group  approximately  9  mills. 

In  our  recent  decision  in  Nevada  Public  Service  Commission  vs. 
A.  T.  &  S.  F.  Ry.  Co.,  66  I.  C.  C.,  216,  decided  February  7,  1922,  sub- 
sequent to  the  hearing  in  the  instant  case,  we  prescribed  the  same 
rates  on  coal  from  the  Utah  and  Rock  Springs  mines  to  points  on  the 
Southern  Pacific  and  Western  Pacific  in  Nevada.  The  differences  in 
distances  there  via  the  shortest  routes  were  generally  from  40  to  50 
miles  in  favor  of  the  Utah  mines.  To  Nevada  points  on  the  Los 
Angeles  &  Salt  Lake,  however,  where  the  difference  in  distances  was 
materially  against  the  Wyoming  mines,  we  declined  to  prescribe  the 
same  rates  as  from  the  Utah  mines  but  said: 

"We  see  no  objection  to  the  voluntary  equalization  of  rates  from 
Castle  Gate  and  Rock  Springs  to  all  points  in  Nevada,  but  we  cannot 
prescribe  the  same  rates  from  Rock  Springs  that  would  be  reasonable 
from  Castle  Gate  to  points  on  the  Los  Angeles  &  Salt  Lake,  because 
of  the  much  greater  difference  in  distance  from  the  two  districts  to 
points  on  that  line  than  to  points  on  other  lines  in  Nevada." 

Under  this  decision  the  same  rates  may  be  applied  from  both  dis- 
tricts to  all  points  on  the  Southern  Pacific  and  Western  Pacific  in 
Nevada,  whereas  immediately  across  the  state  line  in  Utah  the  rates 
from  the  Wyoming  mines  to  points  on  the  Western  Pacific  are  at 
present  materially  higher  than  those  from  Utah  mines.  It  should  be 
noted,  however,  that  we  were  there  dealing  with  generally  longer  hauls 
than  here. 

The  present  question  of  rate  relationship  was  before  the  whole 
Commission  in  Utah  rates,  fares  and  charge,  supra,  and  decided 
adversely  to  the  Wyoming  operators.  No  good  reason  appears  for 
taking  different  action  here.  If  we  should  permit  a  reduction  from 
the  Wyoming  mines,  the  Utah  Commission  or  the  Utah  carriers  might 
reduce  the  rates  from  the  Utah  mines,  referring  to  our  decision  in  the 
case  just  cited,  practically  fixing  a  differential,  as  warrant  for  their 
action.  Thus  there  might  result  that  destructive  competition  which 
is  so  out  of  consonance  with  the  fundamentals  of  the  interstate  com- 
merce act,  and  entailing  a  conflict  of  authority  between  us  and  the 
Utah  Commission,  which  should  have  no  place  in  modern  rate  regu- 
lation 

The  record  establishes  that  the  proposed  reductions  should  not  be 
allowed  to  become  effective.  An  order  will  be  entered  requiring  the 
cancellation  of  the  schedules  under  suspension. 

This  finding  is  without  prejudice  to  the  conclusions  which  may  be 
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reached  In  any  other  proceeding  dealing  more  comprehensively  with 
the  general  question  of  coal  rate*  In  this  territory. 

The  condemned  schedules  are  to  be  cancelled  on  or  before 
May  3. 


SWITCHING  AT  INDIANAPOLIS 

Award  of  reparation  on  account  of  the  collection  of  an 
illegal  switching  charge  at  Indianapolis  has  been  made  in  No. 
12458,  Capital  Warehouse  Co.  vs.  Illinois  Central  and  Director- 
General.  A  charge  of  $2  per  car  for  "extra  switching"  was  Im- 
posed on  255  carloads  of  sisal  reahipped  from  the  warehouse 
of  the  complainant  in  the  first  six  months  of  1920.  It  was 
stored  in  transit  from  New  Orleans  to  eastern  destinations,  the 
storage  In  transit  charge  being  2  cents  per  100  pounds.  The 
Illinois  Central  collected  a  charge  of  $2,  made  by  the  Indianap- 
olis Union  Railway,  which  handled  the  shipments  Into  and 
out  of  the  warehouse,  on  the  theory  that  that  was  extra  switch- 
ing because,  if  the  shipments  had  gone  straight  through  the 
Illinois  Central  would  have  delivered  the  can  to  the  Big  Four 
and  Pennsylvania,  without  help  from  the  belt  line. 

The  Commission  held  that  the  2  cents  per  100  pounds  for 
storage  in  transit  covered  the  coat  of  whatever  switching  to 
and  from  the  warehouse  might  be  necessary.  The  Illinois  Cen- 
tral made  the  point  that  the  Commission  could  not  award  rep- 
aration because  the  belt  line  was  not  a  party  to  the  record. 
The  Commission  met  that  point  by  saying  the  Illinois  Central 
was  a  party  to  the  storage  tariff  and  called  attention  to  the 
fact  that  It  collected  the  $2.  without  tariff  authority,  and  signed 
the  outbound  bills  of  lading.  In  the  circumstances,  the  Com- 
mission said,  neither  the  belt  line  nor  any  of  the  outbound 
carriers  was  a  necessary  party  to  the  suit,  and  that  an  award 
against  the  Illinois  Central  was  sufficient. 


LIVE  POULTRY  CAR  CHARGES 

Approval,  in  part,  has  been  given  by  the  Commission,  to 
the  proposal  of  southern  carriers  to  require  a  deposit  of  $10 
from  shippers  who  order  Live  Poultry  Transit  Company  can, 
or  other  live  poultry  cars,  conditioned  so  that  the  money  wilt  be 
refunded  in  the  event  the  loading  of  the  car  U  begun  within 
48  hours  of  the  time  the  car  is  set  for  loading.  In  a  report  on 
I.  and  S.  No.  1451.  Deposit  of  $10  for  Each  Live  Poultry  Car 
Ordered,  opinion  No.  7472.  66  I.  C.  C.  653-6.  the  Commission  said 
the  proposal  had  not  been  justified.  The  protestanta  objected 
because  the  rules  were  so  closely  drawn  that  the  shipper  would 
be  penalised  If  the  railroad  company  placed  the  car  within  a 
day  or  two  of  the  time  the  order  was  given.  Under  the  custom, 
in  gathering  live  poultry  for  that  kind  of  shipment,  notice  has 
to  be  given  to  farmers  about  a  week  In  advance  of  the  time  the 
car  Is  to  be  loaded,  and  It  could  not  be  loaded  so  quickly  as  It 
might  be  placed. 

The  Commission  said  the  disapproval  was  without  prejudice 
to  the  carriers  filing  schedule*  that  would  overcome  specified 
objections  to  the  vagueness  of  the  rules,  so  there  would  be  no 
penalty  accruing  except  through  the  fault  of  the  shipper.  As 
drawn,  the  Commission  pointed  out.  It  would  be  possible  to  im- 
pose a  penalty  for  detention  of  the  car  through  the  fault  of  the 
carrier. 


COAL  TO  INDIANA  AND  ILLINOIS 

The  little  coal  rate  war  between  the  Chesapeake  A  Ohio  and 
the  Louisville  A  Nashville.  Interrupted  and  held  up  by  the  Com- 
mission by  Its  order  creating  I.  ond  8.  No.  1460,  Coal  from  Ken- 
tucky, Tennessee  and  West  Virginia  to  Southern  Railway  Points 
in  Indiana  and  Illinois,  about  which  the  Pennsylvania,  Baltimore 
A  Ohio,  New  York  Central  and  Norfolk  A  Western  were  so  ap- 
prehensive laat  December  that  they  protested  against  what  those 
carriers  proposed,  may  go  on.  U  haa  the  approval  of  the  Com- 
mission. That  body,  in  a  report  by  Commissioner  Meyer,  opin- 
ion No.  7499,  68  I.  C.  C.  29-34.  has  held  as  having  been  justified, 
the  proposed  reduced  rates  from  points  on  the  Chesapeake  A 
Ohio  in  eastern  Kentucky  and  adjoining  parts  of  West  Virginia, 
and  consequent  proposed  reductions  from  districts  in  northern 
Tennessee,  eastern  Kentucky  and.  southwestern  Virginia,  to 
points  west  of  Louisville,  on  the  St.  Louis  division  of  the  South- 
••m  in  Indiana  and  Illinois,  and  to  St.  Louis.  The  order  of  sus- 
pension Is  to  be  set  aside  as  of  April  22. 

The  rate  competition  waa  put  Into  motion  when  the  Chesa- 
peake A  Ohio  proposed  to  meet,  from  east  of  the  mountain  sep- 
arating the  mines  on  Its  rails  from  those  on  the  rail*  of  the 
Louisville  A  Nashville,  the  rate  prescribed  by  the  latter  carrier 
to  St.  Louis,  and  to  apply  the  rate  so  made  to  non-competitive 
Intermediate  points  In  Indiana  and  Illinois,  west  of  Louisville. 
To  preserve  origin-point  differentials,  the  Chesapeake  ft  Ohio 
proposed  reductions  from  the  Kanawha  and  New  River  districts, 
to  the  same  destinations. 

Protests  by  the  carriers  already  mentioned  were  made  on 
the  ground  that  should  the  reduced  ratea  be  allowed  to  become 
operative  corresponding  reductions  would  become  necessary 
from  districts  which  they  served.  The  Chesapeake  A  Ohio,  be- 


fore moving  in  the  matter,  obtained  the  approval  of  the  Central 
Freight  Association  coal,  coke,  and  iron  ore  rate  committee,  on 
which  the  protesting  lines  were  represented.  The  protests  were 
made  after  that  approval  had  been  given  by  the  rate  committee. 

Believing  that  that  move  by  the  Chesapeake  &  Ohio  required 
a  counter  move  by  it,  Louisville  &  Nashville  proposed  to  align 
its  rates  between  New  Albany  and  East  St  Louis  on  the  St. 
Louis  division  of  the  Southern  by  reducing  its  rates  from  north- 
ern Tennessee,  southeastern  Kentucky  and  Virginia.  It  had  no 
reason  other  than  the  move  of  the  Chesapeake  &  Ohio  to  offer 
for  what  it  had  proposed.  It  conceded  that  its  proposals  must 
stand  or  fall  by  what  happened  to  the  proposals  of  the  Chesa- 
peake A  Ohio.  The  Chesapeake  A  Ohio  said  its  proposals  would 
not  create  a  condition  which  did  not  already  exist;  that  is,  the 
lower  rates  of  the  Louisville  &  Nashville  to  St.  Louis  had  been  in 
effect  for  some  time. 

Protestants  thought  it  better  for  the  Louisville  &  Nashville 
rates  to  be  raised  than  for  the  Chesapeake  &  Ohio  rates  to  be 
raised.  In  disposing  of  the  case,  Commissioner  Meyer  said: 

The  primary  purpose  of  the  respondent  Is  to  meet  the  rate  of  the 
Ixnilsvlllf  &  Nashville,  fur  which  there  appears  to  be  ample  justifica- 
tion. The  maintenance  of  the  relationship  heretofore  existing  between 
the  Big  Sandy  District  and  the  Kunawha  and  New  River  districts 
would  require  the  reductions  proposed  from  those  districts.  Because 
all  of  the  rates  from  the  crescents  to  St.  Lxnils  are  not  Involved  In  this 
proceeding  does  not  warrant  our  finding  the  proposed  rates  not  Jus- 
tified. 


EXPRESS  RATES,  U.  S.  TO  CANADA 

International  express  class  rates  not  exceeding  class  rates 
to  and  from  the  boundary  between  the  United  States  and  Can- 
ada, but  not  equal  to  the  full  combinations,  because  they  do 
not  Include  the  factor  of  cost  of  transfer  across  the  border, 
have  been  approved  by  the  Commission  in  a  report  on  I.  and  S. 
No.  1-165.  express  class  rates  between  United  States  and  Cana- 
dian points,  opinion  No.  7497,  68  I.  C.  C.  20-4,  in  a  report  written 
by  Chairman  McCbord.  The  suspension  order  is  to  be  vacated 
as  of  May  1.  The  effect  of  the  vacation  will  be  to  give  the 
American  Railway  Express  Company  as  favorable  rates  for 
Its  part  of  the  haul  as  the  Canadian  companies  have  had  for 
the  services  rendered  by  them  In  Canada.  The  rates  suspended 
in  this  proceeding  have  been  effective  in  Canada  since  the  be- 
ginning of  the  year. 

For  two  years  prior  to  the  Initiation  of  the  higher  class 
rates  In  Canada  it  was  the  practice  of  all  express  companies 
to  demand  prepayment  of  express  charges.  That  was  done  to 
avoid  the  complications  due  to  the  fluctuations  in  exchange. 
The  result  of  that  practice  has  been  that  since  January  1,  ex- 
press  matter  from  Canada  to  the  United  States  has  been  paying 
the  rates  named  In  the  suspended  schedules,  while  express 
matter  from  the  United  States  to  Canada  has  been  moving  on 
rate*  no  longer  in  effect  in  Canada. 

Another  result  waa  that  from  border  American  points  to 
Canadian  destinations  the  charges  have  been  less  than  from 
near-by  points  In  Canada  to  Canadian  destinations.  For  in- 
stance, the  first  class  charge  from  Detroit  to  Hamilton,  Ont., 
the  rate  IB  $1.58,  while  from  Windsor,  right  across  the  river 
from  Detroit,  the  charge  has  been  $1.90.  From  Detroit  the  rate 
to  Montreal  Is  $2.96.  while  from  Windsor  to  Montreal  it  is  $4.05. 
The  new  rates  will  not  fully  correct  that  Inequality,  but  they 
add  25  cents  to  the  Detroit  rate,  so  some  of  the  discrimination 
against  shippers  from  Canadian  points  will  be  lessened.  That 
25  cents  Is  less  than  the  cost  of  transfer  at  Detroit,  but  It  is  as 
high  as  could  be  made  in  view  of  lower  costs  at  other  crossing 
points,  about  40  In  number. 

The  situation  of  varying  rates  grew  out  of  the  fact  the 
.madlan  commissioners  allowed  Increases  more  rapidly,  after 
they  got  started,  than  their  American  colleagues. 

In  disposing  of  the  case.  Chairman  McChord  said:  "We 
must  regard  the  local  rates  of  express  carriers  between  border 
points  and  other  points  in  the  United  States  as  just  and  rea- 
sonable. We  must  accept  rates  wholly  within  the  Dominion  of 
Canada  as  just  and  reasonable.  The  respondent  shows  that  the 
readjustment  results  In  some  reductions  in  rates;  and  that  in 
no  Instance  do  the  rates  proposed  equal  the  aggregate  of  In- 
termediates." Therefore  the  Commission  held  the  tariffs  had 
been  justified. 

The  suspension  was  brought  about  by  protests  of  fish  ship- 
pers who  feared  their  commodity  rates  would  go  upward  if 
the  class  rates  were  put  up.  At  the  hearing  an  agreement  was 
reached  which  resulted  In  the  withdrawal  of  the  protestants. 
The  agreement  was  that  where  there  were  specific  commodity 
rates  they  would  not  be  disturbed;  and  that  where  there  were 
rgular  and  substantial  movements  of  fish  from  Canadian  to 
United  States  points  on  which  no  commodity  rates  were  ap- 
plicable January  1,  1922,  the  American  company  and  Its  Cana- 
dian connections  would  establish  commodity  rates  not  In  ex- 
cess of  second  class.  The  Dominion  Express  company,  agree- 
ing In  principle,  said  some  of  the  old  second  class  rates  were 
not  remunerative  and  should  not  be  continued,  but  that  that 
company  would  go  an  far  a*  possible  In  establishing  commod- 
ity rates  on  fish  just  to  Itself  and  just  to  the  shippers.  When 
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that  agreement  was  made  the  protestants  withdrew  from  the 
case  and  the  express  company  justified  the  proposals  by  means 
of  the  showing  made  as  to  the  disjointed  condition  of  rates 
crossing  the  international  line. 


REDUCED  RATES  ON  COAL 

A  revision  of  coal  rates,  downward,  from  southern  Illinois 
and  western  Kentucky  mines,  seems  to  be  foreshadowed  in  a 
report,  written  by  Commissioner  Aitchison  in  I.  and  S.  1446, 
coal  from  Illinois  mines  to  destinations  in  Arkansas,  Louisiana 
and  Texas,  opinion  No.  7492,  68  I.  C.  C.  1-4. 

The  Commission  in  that  report  approved  reduced  rates  on 
coal  from  mines  on  the  Missouri  Pacific  to  destinations  In 
Arkansas,  Louisiana  and  Texas  on  the  ground  they  would  not 
be  unjustly  discriminatory  or  unduly  preferential  or  prejudicial. 
Allegations  that  they  would  be  all  of  what  the  Commission  said 
they  would  not  be  were  made  by  the  Alabama  Mining  Institute, 
the  West  Kentucky  Coal  Bureau  and  railroads  other  than  the 
Missouri  Pacific  serving  the  destinations  in  the  states  mentioned. 
The  protesting  Alabama  mine  organization  contended  that 
to  southern  Arkansas  there  should  be  a  parity  in  rates  from 
Alabama  and  western  Kentucky,  and  that  to  Louisiana  there 
should  be  a  difference  in  favor  of  Alabama  mines  of  15  cents 
to  points  north,  and  25  cents  per  ton  to  points  south  of  the 
Vicksburg,  Shreveport  &  Pacific.  The  western  Kentucky  organ- 
ization did  not  introduce  any  testimony,  but,  through  counsel, 
said  that  it  supported  the  Alabama  contention. 

At  the  hearing  the  Illinois  Central  announced  that  if  the 
Commission  permitted  the  reductions  to  go  into  effect,  it  would 
revise  Its  rates  to  meet  those  made  by  the  Missouri  Pacific,  not 
only  from  its  Illinois  mines  but  also  from  those  in  western 
Kentucky. 

The  protestants  suggested  the  issue  was  one  of  relationship 
rather  than  the  reasonableness  of  the  rates  and  that  therefore 
it  should  be  handled  in  a  case  devoted  to  that  question  alone 
rather  than  in  one  which  it  contended  the  record  would  not  be 
broad  enough  to  permit  of  a  satisfactory  solution.  The  Com- 
mission disagreed  with  that  contention.  Therefore,  unless  the 
Illinois  Central  has  changed  its  mind,  It  will  undertake  a  revi- 
sion, which,  in  its  view,  will  enable  it  to  meet  the  situation 
caused  by  the  Missouri  Pacific. 

The  day  the  Commission  announced  its  decision  in  the  Mis- 
souri Pacific  case,  the  regulating  body  also  announced  the  crea- 
tion of  I.  and  S.  No.  1517,  in  which  it  suspended  from  April  1 
to  July  30,  Illinois  Central  I.  C.  C.  No.  E-1579,  and  the  first  and 
second  supplements  thereto.  In  those  publications  the  Illinois 
Central  proposed  to  reduce  rates  on  soft  coal  from  Illinois  mines 
to  St.  Louis  Southwestern  stations,  between  Fordyce,  Ark., 
and  Shreveport,  La.,  both  inclusive.  The  present  rates  range 
from  $4.60  to  $4.94.  The  proposal  is  to  blanket  all  the  stations 
mentioned,  on  a  rate  of  $4.455.  The  rates  suspended  are  not 
exactly  in  point  with  the  rates  dealt  with  by  Commissioner 
Aitchison,  but  they  apply  to  destinations  in  the  affected  area 
and  probably  will  become  involved  in  the  larger  situation  appar- 
ently in  sight  as  the  result  of  what  the  Missouri  Pacific  did. 

The  Commission's  order  of  suspension  of  the  Missouri  Pa- 
cific tariff  supplements  is  to  be  vacated  and  set  aside  as  of  April 
23.  The  deferment  of  the  date  in  which  those  supplements 
might  be  made  operative  will  give  the  Illinois  Central  an  op- 
portunity to  prepare  tariffs  to  accomplish  what  it  considers  a 
meeting  of  the  rates  made  by  the  Missouri  Pacific. 

Hitherto  there  has  been  little  or  no  movement  of  coal  from 
the  mines  on  the  Missouri  Pacific  in  southern  Illinois.  The 
reductions  were  proposed  to  induce  movement,  if  possible.  Ac- 
cording to  the  report,  the  rates  filed  by  the  Missouri  Pacjfic  were 
no  higher  than  the  lowest  from  competing  mines,  except  to 
points  south  of  Glenmora,  La.,  27  miles  south  of  Alexandria, 
La.  The  rates  to  points  south  of  Glenmora  will  be  25  cents 
over  rates  from  the  Alabama  mines.  They  will  yield  ton-mile 
earnings  from  7.26  to  8  mills,  the  lowest  figure  being  that  for 
Lake  Charles  and  the  highest  for  Rayville.  A  rate  of  $3.54  to 
Monroe,  Rayville  and  Tallulah  and  $4.20  to  Lake  Charles  will 
become  effective  when  the  Missouri  Pacific  files  its  tariffs. 


the  continuance  of  a  rate  from  LaFayette  to  Mobile  exceeding 
the  aggregate  of  the  intermediates.  Under  the  order  the  car- 
riers may  raise  the  Chicago  rate  or  lower  the  LaFayette  rate  to 
the  Chicago  level.  By  its  award  of  reparation  the  Commission 
seemed  to  indicate  that  it  considered  the  Chicago  rate  lower 
than  necessary. 


RATE  ON  OLD  RAILS 

An  award  of  reparation  has  been  made  in  No.  12528,  Stand- 
ard Rail  &  Steel  Company  vs.  Louisville  &  Nashville,  Director- 
General,  et  al.,  opinion  No.  7494,  68  I.  C.  C.,  9-10,  the  Commis- 
sion holding  the  rate  charged  on  two  carloads  of  old  rails  from 
LaFayette,  Ind.,  to  Mobile,  Ala.,  in  July,  1919,  was  unreasonable 
because  it  exceeded  the  combination  based  on  Roachdale,  Ind., 
of  $5.80  per  ton.  At  the  time  of  that  Roachdale  combination 
there  was  a  joint  through  rate  from  Chicago  to  Mobile,  through 
LaFayette,  of  only  $5.30,  but  the  award  was  down  only  to  the 
Roachdale  combination. 

In  connection  with  this  formal  complaint,  parts  of  fourth 
section  applications  Nos.  1606,  1952  and  2060,  filed  by  Fulton, 
the  L.  &  N.,  and  Tucker,  were  considered.  The  Commission,  In 
fourth  section  order  No.  8156,  forbade,  as  of  August  1,  the  con- 
tinuance of  a  lower  rate  from  Chicago  than  from  LaFayette  or 


D.  R.  &  U.  R.  R.  A  PLANT  FACILITY 

The  Commission  has  dismissed  No.  11265,  Sun  Company  vs. 
Director-General,  Delaware  River  &  Union,  et  al.,  opinion  No. 
7495,  68  I.  C.  C.  11-16,  holding  the  Delaware  River  &  Union  Rail- 
road was  not  a  common  carrier  subject  to  the  interstate  com- 
merce act,  but  a  plant  facility  for  the  complainant  and  its  sub- 
sidiary the  Hardwood  Package  Company.  So  holding,  the 
Commission  said  the  failure  of  the  Pennsylvania  and  the  Read- 
ing to  perform,  or  to  make  allowance  for  the  service  of  spotting 
cars  at  points  of  loading  and  of  unloading  within  the  com- 
plainant's plant  was  not  unreasonable  or  unduly  prejudicial. 

The  railroad,  with  a  main  line  of  something  less  than  one 
mile  and  branches  or  sidetracks  of  something  more  than  four 
miles  of  length  lies  wholly  within  the  enclosure  of  the  complain- 
ing oil  company  and  its  subsidiary  container  manufacturing 
concern.  The  main  line  leads  to  a  pier  on  the  Delaware  River 
at  Marcus  Hook,  all  within  the  switching  limits  of  Philadelphia. 
The  team  tracks  are  also  within  the  enclosure  and  the  only  time 
any  freight  not  consigned  by  or  to  the  controlling  interest  ever 
passed  over  the  track,  the  report  said,  was  when  some  ship  was 
loading  at  the  Sun  wharf  and  needed  cargo  that  could  not  be 
furnished  by  the  Sun  Company  or  its  subsidiary.  Then  freight 
was  brought  in  over  the  Union  at  a  charge  of  $3  per  car  for 
which,  according  to  the  Commission's  report,  there  was  no  tariff 
authority.  In  1918  the  outside  traffic  amounted  to  three  cars, 
in  1919  to  15,  but  in  prior  years  it  was  greater. 

The  allegation  of  unjust  discrimination  was  based  upon  the 
fact  that  the  Philadelphia  &  Reading  and  the  Pennsylvania,  the 
tracks  of  which  run  through  the  plant  of  the  Sun  Company,  spot 
for  the  Atlantic  Refining  Company,  Pure  Oil  Company  and  the 
Texas  Company,  while  not  performing  such  service  for  the  com- 
plainant or  making  an  allowance  for  what  the  complainant  did 
for  itself.  In  disposing  of  the  case  the  Commission  said: 

It  is  clear  from  the  language  of  the  complaint  and  the  record 
that  the  object  sought  by  complainant  is  the  payment  to  it  of  an 
allowance  for  the  interchange  service,  and  that  it  prefers  to  do  this 
work  itself.  In  its  brief  for  the  first  time  appears  the  suggestion 
that  if  the  Union  be  found  to  be  a  plant  facility,  the  discrimination 
may  be  removed  by  requiring  the  trunk  lines  to  make  a  plant- facility 
allowance  or  perform  the  service  themselves  as  "efficiently  and  fully 
in  all  other  respects  as  they  perform  the  service  for  complainant's 
competitors." 

Whatever  transportation  service  or  facility  the  law  requires  car- 
riers to  supply  they  have  the  right  to  furnish.  Atchison  Railway  Co. 
v.  United  States,  232  U.  S.,  199,  214.  In  Whitaker-Glessner  Co.  v. 
B.  &  O.  R.  R.  Co.,  63  I.  C.  C.,  47,  we  said,  at  page  56: 

"We  can  require  the  carriers  to  perform  the  interchange  switch- 
ing if  we  find  it  to  be  a  reasonable  transportation  service  incident  to 
the  line  haul,  but  we  cannot  compel  them  to  act  as  a  unit,  or  to  do 
the  work  at  the  convenience  and  to  the  satisfaction  of  complainant. 
We  cannot  order  defendants  to  make  an  allowance.  Whether  a  ship- 
per shall  receive  an  allowance  in  lieu  of  such  switching  service  is 
optional  with  the  carriers." 

At  the  hearing  the  trunk  lines  offered  to  perform  the  interchange 
service  provided  this  was  done  under  their  exclusive  direction  and 
control  and  without  interference  from  complainant,  the  work  to  be 
regarded  as  completed  when  defendants  encountered  interference  of 
any  kind  resulting  from  operations  of  complainant. 

We  find  that  the  failure  or  refusal  of  defendant  trunk  lines  in 
the  past  to  perform  the  switching  and  spotting  service  in  question, 
or  to  make  an  allowance  to  complainant  for  performing  that  service 
was  not  unreasonable,  unjustly  discriminatory,  or  unduly  prejudicial 

For  the  future  we  shall  assume  that  upon  request,  and  without 
an  order,  the  defendant  trunk  lines  will  promptly  make  good  their 
profler  to  spot  cars  within  complainant's  plant,  under  the  reasonable 
conditions  attached  thereto,  such  spotting  to  involve  only  one  place- 
ment of  a  car  and  the  movement  to  be  made  without  interference. 

RATES  ON  IMPORTED  KAPOK 

An  award  of  reparation  on  account  of  unreasonable  rates  on 
imported  kapok,  from  San  Francisco  to  Chicago,  New  York  and 
Boston,  has  been  made  in  No.  12148,  Andrew  Dutton  Company 
et  al.  vs.  Director-General,  A.  T.  &  S.  F.,  et  al.,  opinion  No.  7475, 
66  I.  C.  C.,  663-5.  Thirty-six  carloads  of  the  Japanese  vegetable 
fiber  used  in  upholstering  were  .shipped  after  the  cancellation  of 
import  rates  June  25,  1918.  That  cancellation  sent  the  rates 
up  from  $1.25  to  third  class  of  $3.065  to  Chicago  and  $3.315  to 
Boston  and  New  York.  In  October  the  Railroad  Administration 
made  an  import  rate  of  $1.565  to  the  basis  of  which  the  com- 
plainants desired  reparation.  The  Commission  said  that  while 
the  record  indicated  the  third  class  rates  were  excessive,  yield- 
ing, as  they  did,  a  ton-mile  of  20.7  and  a  car-mile  of  34.3  cents 
for  a  haul  across  the  continent,  it  was  not  convinced  that  the 
subsequently  established  import  rate,  sought  by  the  complain- 
ants, would  be  a  reasonable  basis  for  reparation.  It  figured  that 
$1.875  would  closely  approximate  the  old  relationship  of  rates  on 
cotton  and  kapok,  as  well  as  being  the  rate,  in  cents  per  100 
pounds,  the  carriers  established  May  29,  1919,  on  fairly  com- 
parable commodities.  The  complainants  undertook  to  cite  the 
Commission's  decision  in  Mitsui  &  Co.,  58  I.  C.  C.,  322,  as  a 
controlling  principle  in  this  case.  The  Commission  said  that  de- 
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cision  was  not  adopted  as  a  general  principle,  but  merely  be-  carriers  are  to  establish  rates  in  accordance  with  the  terms  of 
cause  it  was  found  reasonable  under  the  facts  in  each  of  the  .  the  law  not  later  than  June  1  and  to  make  reparation  down  to 
cases  generally  cited  as  being  like  the  Mitsui  case.  the  basis  of  the  aggregate  of  the  intermediates. 


COKE  FROM  TERRE  HAUTE 

An  order  of  dismissal  has  been  entered  in  No.  12262,  Na- 
tional Supply  Company  vs.  C.  B.  &  Q.,  Director-General,  et  al., 
opinion  No.  7459,  66  I.  C.  C.,  604-6,  the  Commission  holding  that 
the  rates  on  coke,  from  Terre  Haute  to  Coburg  and  Fontanelle, 
la.,  in  September,  October  and  November,  1919,  were  not  un- 
reasonable or  otherwise  unlawful. 


RATINGS  ON  ROLLERS  AND  CORES 
The  Commission  has  dismissed  No.  12025,  Chicago  Roller 
Company  et  al.  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  opinion 
No.  7473,  66  I.  C.  C.  657-9,  holding  not  unreasonable  or  otherwise 
unlawful  Official  and  Western  classification  ratings  on  printer's 
roller  cores  and  old  printers'  rollers.  Third  class,  any  quantity, 
is  the  rating  against  which  complaint  was  made.  Fourth  class, 
in  effect  in  the  South,  and  in  effect  in  the  other  territories  in 
former  days,  was  desired. 

The  carriers  contended  the  third  class  rating  was  exactly 
proper,  because,  on  the  rollers  being  returned  to  the  manufac- 
turers for  new  composition  coating,  third  class  was  being  ap- 
plied, which  is  the  class  between  the  rating  on  the  bars  from 
which  the  rollers  are  made  and  second  class,  the  rating  on  the 
rollers  fit  for  service  in  printing  presses. 


RATES  ON  GRAIN  AND  PRODUCTS 

Failure  to  prove  damage  by  reason  of  unjust  discrimina- 
tion and  undue  prejudice  has  caused  the  Commission  to  dismiss 
No.  11955,  Albers  Bros.  Milling  Company  vs.  Director-General,  as 
agent,  opinion  No.  7455,  66  I.  C.  C.  593-4.  The  complainant  con- 
tended that,  during  federal  control,  the  Director-General  main- 
tained rates  on  grain  and  grain  product*  from  its  mill  at  Oak- 
land, Cal.,  to  destinations  In  California  on  the  line  of  the  South- 
ern Pacific,  which  were  unreasonable,  unjustly  discriminatory 
and  unduly  prejudicial,  because  and  to  the  extent  the  rates  ex- 
ceeded those  to  and  from  South  Vallejo.  where  the  mill  of  the 
Sperry  Flour  Company  Is  situated.  The  complainant  asserted 
It  encountered  competition  from  the  Sperry  Company,  but  the 
Commission  said  Its  evidence  as  to  the  extent  of  the  competition 
was  Indefinite  and  inconclusive.  The  Commission  further  said 
the  complainant  did  not  meet  the  prices  of  the  South  Vallejo 
mill  on  some  of  the  shipments  on  which  reparation  was  de- 
manded. It  did  not,  the  Commission  said,  govern  Its  prices  by 
those  made  by  the  South  Vallejo  mill.  The  record  did  not  show, 
the  Commission  said,  upon  which  shipments  the  complainant 
shrunk  Its  profits  In  order  to  make  a  sale  in  the  competition. 

The  specific  finding  was  that  the  complainant  had  failed  to 
prove,  with  sufficient  particularity,  that  it  was  damaged  by  reason 
of  any  unjust  discrimination  or  undue  prejudice  that  may  have 
existed  during  federal  control.  Therefore  It  said  It  was  not 
necessary  to  determine  whether  any  unjust  discrimination  or 
undue  prejudice  existed  during  federal  control. 

Primarily,  the  Commission  said,  the  matter  was  one  for  the 
California  railroad  commission  and  that  it  was  now  before  that 
body.  The  only  reason  for  the  matter  being  before  the  federal 
body  was  on  account  of  the  government's  control  during  the 
war  period. 

RATE  ON  FELDSPAR 

Thf  Commission  has  dismissed  No.  12S89,  General  Porcelain 
Company  vs.  Baltimore  &  Ohio,  Director-General,  et  al..  opinion 
No.  7482.  66  I.  C.  C.,  681-2,  holding  not  unreasonable  or  other- 
wise unlawful  the  rate  on  feldspar  from  Wilmington.  Del.,  to 
Parkersburg.  W.  Va..  subsequent  to  December  8,  1919.  The  com- 
plaint was  based  largely  on  the  allegation  that  the  complainant's 
plant  was  moved  from  East  Liverpool,  O.,  on  the  promise  or 
assurance  that,  if  the  plant  were  moved  the  rate  on  feldspar 
to  Parkersburg  would  be  made  less  than  to  East  Liverpool.  The 
Commissions  said  that  even  If  such  assurances  were  given  or 
an  agreement  made  they  would  not  afford  a  basis  for  condemning 
the  rate  under  assault.  The  assailed  rate  was  22.5  cents.  The 
rate  to  East  Liverpool  was  3  cents  less.  By  reason  of  the  in- 
crease under  Ex  Part*  74  the  difference  Is  now  4.5  cents  for  a 
difference  In  haul  of  59  miles,  the  haul  to  Parkersburg  being  453 
and  that  to  East  Liverpool  being  394  miles. 

CORK  WASTE,  GROUND  CORK,  AND  NAILS 
A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  11770.  Tallulah  Cotton  Oil  Company  vs. 
Alabama  &  Vlcksburg  et  al..  opinion  No.  7488.  66  I.  C.  C..  755-6. 
because  the  ratps  on  cork  waste  and  ground  cork,  In  mixed  car- 
loads, and  on  wire  nall.x  In  bags  and  In  kfir*.  In  less  than  car- 
loads, from  Beaver  Falls.  Pa.,  to  Tallulah,  La.,  on  a  shipment 
'hat  M  March.  1920.  pxrorilfi]  the  agftreKate  of  the  in- 

The  rate*  applied  were  less  than  the  lawful  ones 
no  therp  were  undrrrharRfc.  thp  chafes  being  less  than  those 
published  for  application  over  the  route  of  movement.  The 


RATE   ON    COTTONSEED   CAKE 

The  Commission  has  dismissed  No.  12139,  American  Agricul- 
tural Chemical  Company  vs.  Director-General,  as  agent,  opinion  No. 
7471,  66  I.  C.  C.  650-2,  holding  that  while  the  applicable  rate 
on  cottonseed  cake,  from  Savannah  to  Alexandria,  Va.,  im- 
posed upon  sixteen  carloads,  was  unreasonable,  the  complainant 
had  not  shown  that  it  had  paid  and  borne  the  charges  and 
therefore  reparation  would  have  to  be  denied. 


RATE   ON   BLISTER   COPPER 

With  Commissioners  Eastman,  Daniels  and  Potter  dissent- 
ing, the  Commission,  in  a  report  on  No.  11454,  International 
Nickel  Company  vs.  Grand  Trunk  of  Canada  and  Director-Gen- 
eral, opinion  No.  7467,  66  I.  C.  C.  627-32,  has  held  unreasonable 
the  rate  on  blister  copper,  carloads,  from  Port  Colborne,  Canada, 
to  Constable  Hook  and  Chrome,  N.  J.,  between  August,  1918,  and 
March  9,  1919,  to  the  extent  it  exceeded  23.5  cents  per  100  pounds. 
Commissioner  Eastman,  in  a  dissenting  report,  said  he  had  not 
any  doubt  about  the  case  being  beyond  the  Commission's  juris- 
diction because  while  only  5  per  cent  of  the  haul  was  in  Canada, 
35  per  cent  of  the  revenue  went  to  the  Canadian  carrier  and 
therefore  the  award  of  reparation  was  against  a  rate  unreason- 
able because  the  Canadian  factor  was  too  high. 
*  —^^—^—^—^^^— 

RATES    ON    COAL 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  coal  from  Williams,  Okla.,  to  Kansas  City  in  1916  and  1917, 
has  been  made  in  No.  12144,  Midland  Coal  Company  et  al.  vs. 
Midland  Valley  et  al.,  opinion  No.  7453.  66  I.  C.  C.,  588-90.  Charges 
were  collected  at  rates  of  $5.  $5.75  and  $6.25  per  ton,  but  the  ap- 
plicable rates  were  $5.55  and  $6.15.  They  were  in  defiance  of  the 
long  and  short  haul  part  of  the  fourth  section.  A  rate  of  $2.70 
In  accordance  with  the  fourth  section  was  published  October  20, 
1919.  Reparation  is  to  be  made  by  all  the  defendants  other  than 
the  Kansas,  Oklahoma  &  Gulf.  That  carrier  was  in  receivership 
and  the  complainant  did  not  file  claim  for  reparation  within  the 
time  set  by  the  court  for  filing  claims  against  the  reorganized 
company. 


RATES  ON  COAL   IN    ILLINOIS 

The  Commission  has  dismissed  No.  12280,  Central  Illinois 
Light  Company  vs.  Director-General.  Chicago  &  Alton  et  al., 
opinion  No.  7466.  66  I.  C.  C..  624-6,  holding  the  rates,  during  fed- 
eral control,  on  coal  from  mines  in  the  Springfield  (111.)  district, 
and  In  the  Peorla  and  Fulton  county  groups,  to  Peoria,  were  not 
unreasonable.  It  was  proved  the  rates  were  not  in  accord  with 
the  Instructions  given  by  General  Order  No.  28  and  that  they 
were  revised  in  October,  1918.  but  the  Commission  said  the  facts 
proved  did  not  show  <he  rates  to  have  been  unreasonable.  The 
ton-mile  earnings  were  lower  than  some  others  in  Illinois  and 
higher  than  others. 


RATES  ON  FRESH   MEATS 

A  finding  of  unreasonableness  and  awards  of  reparation  have 
been  made  in  No.  12046,  Armour  &  Company  vs.  Wabash,  Direc- 
tor-General et  al.,  opinion  No.  7502,  68  I.  C.  C.,  the  condemnation 
falling  on  a  commodity  rate  of  30  cents  on  fresh  meats  from 
Chicago  to  Gary,  a  distance  of  31  miles  over  the  route  of  move- 
ment, Chicago  Junction  and  Wabash,  applicable  between  Janu- 
ary 1,  1918,  and  March  15,  1919.  A  class  rate  of  21.5  cents  was 
applied,  but  the  Commission  found  a  commodity  rate  of  30  cents 
was  applicable.  It  awarded  reparation  to  the  basis  of  17  cents. 


RATES   ON    WOOL 

The  Commission  has  dismissed  No.  12096,  Botany  Worsted 
Mills  et  al.  vs.  Boston  &  Albany,  Director-General  et  al.,  opinion 
No.  7448,  66  I.  C.  C.  5569,  holding  that  rates  on  wool  in  the 
grease,  from  Boston  and  East  Boston,  to  Passalc,  Dundee,  Clif- 
ton and  Garfleld,  N.  J.,  between  January  1,  1919.  and  October 
24.  1920,  Inclusive,  were  not  unreasonable  or  unduly  prejudicial. 
It  further  held  the  complainants  had  not  shown  themselves  to 
have  been  damaged  by  reason  of  any  undue  prejudice  or  pref- 
erence that  might  have  existed  by  reason  of  the  rates  to  the 
Philadelphia  group  of  mills.  That  undue  prejudice,  if  any,  was 
removed  by  the  cancellation  of  the  rates  used  for  purposes  of 
unfavorable  comparison. 


RATE  ON  BOX  BOARD 

The  Commission  has  dismissed  No.  12248,  Fort  Wayne  Cor- 
rugated Paper  Company  vs.  Director-General,  as  agent,  opinion 
No.  7477.  66  I.  C.  f.  669-70,  holding  charges  collected  on  box 
board,  carloads,  from  Hartford  City  to  Fort  Wayne,  during  fed- 
eral control,  were  not  unreasonable  or  otherwise  unlawful.  Th# 
minimum  class  scale  rate  of  9  cents  was  applied.  The  complain- 
ant contended  for  8  cents,  under  a- rule  of  the  Lake  Erie  £ 
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Western  making  box  board  an  exception  to  the  classification, 
and  applying  83%  per  cent  of  sixth  thereto.  It  contended  the 
exception  to  the  classification,  such  as  this,  made  the  results 
commodity  rates  and  not  class  rates.  The  Commission,  follow- 
ing Boldt  Paper  Mills  vs.  Director-General,  62  I.  C.  C.  471,  said 
no.  It  also  held  that  the  minimum  prescribed  in  the  minimum 
class  scale,  of  40,000  pounds  applied  and  not  the  36,000  pound 
minimum  carried  in  official  classification.  Just  to  enforce  its 
holding  the  Commission  pointed  out  that,  in  52  I.  C.  C.  84,  (de- 
cided while  the  shipments  in  question  were  moving)  it  held 
that  a  reasonable  rating  on  box  board  would  be  90  per  cent  of 
sixth  class,  and  that  90  per  cent  of  sixth,  at  the  time  the  ship- 
ments moved,  was  9  cents,  the  same  as  the  minimum  class  scale 
provided. 


COAL,  SUNNYSIDE  TO  BOISE 

An  order  of  dismissal  has  been  made  in  No.  12166,  Boise 
Gas  Light  &  Coke  Co.  vs.  Director-General,  Denver  &  Rio  Grande, 
et  al.,  opinion  No.  7460,  66  I,  C.  C.  607-10,  the  Commission  hold- 
ing that  rates  on  run-of-mine  coal,  from  Sunnyside,  Utah,  to 
Boise,  Ida.,  were  and  are  not  unreasonable  or  otherwise  unlaw- 
ful. It  held  the  complainant  had  not  shown  itself  damaged  by 
the  fact  that  the  rate  to  Boise  exceeded  and  exceeds  the  rate  to 
Twin  Falls,  because,  the  Commission  said,  coal  does  not  move 
from  Sunnyside,  where  coking  gas  coal  is  mined,  to  Twin  Falls. 
The  gas  company  alleged  the  lower  rate  gave  the  sugar  industry 
at  Twin  Falls  an  undue  preference. 


GASOLINE  TO  INDEPENDENCE,  KAN. 
In  a  report  on  No.  12181,  Standard  Asphalt  &  Refining  Com- 
pany vs.  Director-GenerUl,  Midland  Valley,  et  al.,  opinion  No. 
7461,  66  I.  C.  C.,  611-12,  the  Commission  held  the  rates  on 
gasoline,  from  Big  Heart  and  Turley,  Oklahoma,  to  Indepen- 
dence, Kan., .  in  March,  1919,  unreasonable  to  the  extent  they 
exceeded  15.5  cents,  and  ordered  reparation  to  that  basis. 


DEMURRAGE  ON  TACK  PLATE 

The  Commission  has  held,  in  a  report  on  No.  12177,  British 
United  Shoe  Machinery  Company,  Ltd.,  vs.  Pennsylvania  Rail- 
road Co.,  opinion  No.  7474,  66  I.  C.  C.  661-2,  the  domestic  demur- 
rage charges  accruing  at  Baltimore  on  eight  cars  of  tack  plate, 
shipped  from  Vandergrift,  Pa.,  to  Baltimore,  for  export,  recon- 
signed  to  New  York  and  Philadelphia,  and  exported  from  those 
points,  in  February,  1917,  not  unreasonable  for  application  to 
shipments  of  that  character.  The  only  contention  in  the  case 
was  that  the  export  demurrage  rates  should  have  been  applied 
for  the  detention  at  Baltimore.  The  Commission  decided  that 
question  against  the  contention  of  the  complainant  in  United 
Shoe  Machinery  Corporation  vs.  Director-General,  55  I.  C.  C.  253, 


REPARATION  ON  ROUGH  STEEL  SHAFTING 
A  finding  of  unreasonableness  and  awards  of  reparation 
have  been  made  in  No.  11973,  Northwest  Steel  Company  et  al 
vs.  C.  B.  &  Q.,  Director-General,  et  al.,  opinion  No.  7468,  66 
I.  C.  C.  633-6,  as  to  rates  on  rough  steel  shafting,  from  Camden, 
N.  J.,  Buffalo,  Titusville  and  Nicetown,  Pa.,  and  Gary,  Ind.,  to 
Portland,  Ore.,  and  Tacoma.  The  shipments  were  made  to  the 
shipbuilding  plants  in  the  Pacific  northwest  in  1918  and  1919. 
Fifth  class  rates  were  charged.  December  31,  1919,  the  Direc- 
tor-General established  commodity  rates  of  $1.69  from  Camden 
and  Nicetown,  $1.565  from  Buffalo  and  Titusville  and  $1.44  from 
Gary.  Reparation  is  to  be  made  to  the  basis  of  those  rates. 


DRIED  FRUITS  FROM   FRESNO 

The  Commission  has  dismissed  No.  12421,  West  Coast 
Grocery  Co.  et  al.  vs.  Director-General,  Oregon-Washington  R.  R. 
&  N.  Co.,  et  al.,  opinion  No.  7481,  66  I.  C.  C.  679-80,  holding  the 
charges  on  carload  shipments  of  dried  fruits,  from  Fresno  and 
other  California  points  to  Tacoma,  between  December  1,  1916, 
and  December  20,  1920,  were  not  unreasonable  or  unjustly  dis- 
criminatory. The  assault  was  on  the  switching  charges  to  an 
industrial  sidetrack,  on  which  the  switching  charges  applied  on 
non-competitive  traffic.  The  charges  were  absorbed  for  a  while 
under  the  erroneous  impression  that  the  tariffs  so  provided. 
Undercharges  were  collected.  Now  the  track  is  used  by  another 
carrier  and  the  traffic  has  become  competitive  so  the  charges 
are  being  absorbed. 


RATES  ON  COAL  TO  CHICAGO 

An  order  of  dismissal  has  been  entered  in  No.  12276,  W.  L. 
Carney  vs.  Director-General,  as  agent,  opinion  No. '  7478,  66 
I.  C.  C.  671-3,  the  Commission  holding  not  unreasonable  or  other- 
wise unlawful  rates  on  soft  coal,  from  points  in  Indiana  and 
Illinois  to  Chicago,  during  federal  control. 


RATING  ON  AGATE  BOWLDERS  IN  BAGS 

A  holding  of  unreasonableness  and  an  award  of  reparation 

have   been   made   in   No.    12340,   Agate   Products   Company  vs. 

Director-General,  as  agent,  opinion  No.  7479,  66  I.  C.  C.  674-6  as 

to  a  one-and-a-half  times  first  class  rating  imposed  on  less-than- 


carload  shipments  of  agate  bowlders  in  bags  from  points  in 
Montana  to  San  Francisco,  in  1919  and  1920.  Second  class  was 
imposed  on  bowlders  in  barrels  or  boxes.  Under  the  classifica- 
tion rule  pertaining  to  freight  shipped  in  containers  other  than 
those  mentioned  in  the  classification,  the  bowlders  in  bags  were 
given  a  rating  two  classes  higher  than  those  in  containers 
recognized  by  the  classification.  The  Commission  said  second 
class  would  have  been  enough,  especially  in  view  of  the  fact 
that,  from  the  transportation  point  of  view,  agate  bowlders  were 
not  unlike  grinding  pebbles  which  were  rated  fourth  when  in 
bags. 


RATES  ON   TENTS 

The  Commission  has  dismissed  No.  12513,  Carnie-Goudie 
Manufacturing  Co.  vs.  Atchison,  Topeka  &  Santa  Fe,  opinion  No. 
7501,  68  I.  C.  C.  40-2,  and  sub-Number  1,  Same  vs.  Director-Gen- 
eral, as  agent,  et  al.,  holding  rates  and  ratings  on  tents,  from 
army  camps  and  supply  bases  to  Kansas  City,  in  1919  and  1920 
were  not  unreasonable  or  otherwise  unlawful. 


RATES  ON  OYSTER  SHELLS 

The  Commission  has  dismissed  No.  12287,  Gulf  City  Manu- 
facturing Co.  vs.  Director-General,  as  agent,  opinion  No.  7491,  66 
I.  C.  C.  763-4,  after  holding  unreasonable  a  combination  rate  of 
$6.50  per  ton  on  oyster  shells  from  Apalachicola,  Fla.,  to  Mo- 
bile, Ala.,  on  shipments  made  in  January,  1919,  to  the  extent  it 
exceeded  $2.70  per  ton,  a  subsequently  established  commodity 
rate.  The  complaint  was  dismissed  because  there  was  no  proof 
that  the  complainant  paid  and  bore  the  charges. 


DIVISIONS   OF   COAL   RATES 

In  a  report  written  by  Commissioner  Campbell  on  No.  11659, 
Marion  &  Eastern  Railroad  Company  vs.  Chicago  &  Eastern  Illi- 
nois et  al.,  opinion  No.  7496,  68  I.  C.  C.  17-19,  the  Commission 
said  the  divisions  accorded  the  complainant  out  of  joint  rates  on 
coal  from  the  mines  on  its  line  to  destinations  in  Iowa,  Wiscon- 
sin and  Nebraska  had  not  been  shown  to  be  or  to  have  been 
unreasonable,  unjust,  inequitable  or  unjustly  discriminatory.  The 
complainant  asked  for  a  division  of  27  cents  per  ton  in  lieu  of 
divisions  of  20.25  and  21  cents  to  enable  it  to  perform  its  serv- 
ices properly  and  earn  6  per  cent  on  the  value  of  its  property. 


RATES  ON  FULLER'S  EARTH 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12256,  Choate  Oil  Corporation  et  al.  vs. 
Atlanta,  Birmingham  &  Atlantic,  Director-General,  et  al.,  opinion 
No.  7450,  66  I.  C.  C.  562-5,  as  to  combination  rates  on  Fuller's 
earth  from  Midway,  Quincy  and  Ellenton,  Fla.,  to  Oklahoma 
City,  on  shipments  made  in  1919  and  1920.  The  condemnation 
extended  only  to  the  component  between  Memphis  and  Oklahoma 
City.  The  Commission  said  it  was  unreasonable  and  unduly 
prejudicial  to  the  extent  it  exceeded  27.5  cents  prior  to  August 
26,  1920,  and  37  cents  thereafter.  In  fourth  section  No.  8153  re- 
lief was  denied,  effective  June  22,  in  so  far  as  the  long  and 
short  haul  part  of  the  section  was  involved,  between  the  Florida 
points  of  origin  and  Amarillo,  Tex. 


CHARGES  ON  BEEF  LIVERS 

Willingness  on  the  part  of  the  Director-General  to  confess  that 
a  charge  was  unreasonable  and  that  even  if  it  was  not  unreason- 
able the  shipper  should  not  have  borne  it,  was  not  sufficient  to 
bring  a  decision  in  favor  of  the  complainant  in  No.  12160,  Armour 
&  Co.  vs.  Director-General,  and  Lehigh  Valley,  opinion  No.  7490, 
66  I.  C.  C.  700-2.  The  Commission  held  the  charges  on  thirteen 
carloads  of  frozen  beef,  livers  shipped  from  the  float  bridge  of 
the  Lehigh  Valley  at  Jersey  City  to  Pier  A  of  that  carrier  at  the 
same  place  were  unreasonable  to  the  extent  they  exceeded  $10 
per  car,  plus  a  reconsignment  charge  of  $5. 

The  beef  livers  arrived  during  the  longshoremen's  strike  in 
November,  1919,  at  the  New  York  Central  terminal,  consigned 
to  a  ship  docked  at  the  Lehigh  Valley  pier.  The  New  York 
Central  undertook  to  make  delivery  by  barge  but  could  not  be- 
cause the  ship  was  surrounded  by  barges  which  could  not  be 
moved.  The  livers,  therefore,  were  taken  to  the  Lehigh  Valley 
float,  transferred  to  it  and  then  moved  over  the  pier  to  the  ship 
for  which  they  were  intended.  The  Lehigh  Valley  charged  third 
class,  the  charges  ranging  from  $49  to  $106  per  car. 

At  the  hearing  the  Director-General  was  willing  to  admit 
the  charges  were  unreasonable  and  even  that  if  not  unreason- 
able, the  complainant  should  not  be  required  to  pay  because  the 
extra  movement  was  made  necessary  by  the  disability  of  the 
New  York  Central  to  make  delivery  to  the  ship  for  which  the 
livers  were  intended  and  were  moving  on  a  through  bill  of  lading. 

The  Commission,  however,  took  the  fact  that  the  complainant 
had  asked  for  the  additional  movement  as  reason  for  holding 
that  the  movement  was  for  its  benefit,  in  the  nature  of  a  re- 
consignment  and  additional  switch  movement.  It  found  the 
Lackawanna  tariff  provided  for  use  of  a  float  bridge  at  a  charge 
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of  $10  per  car  and  said  the  reasonable  charge  for  the  service 
would  have  been  $10  per  car  plus  $5  for  reconsignment. 


REPARATION  ON  LIVE  STOCK 

An  order  of  dismissal  has  been  made  in  No.  11906,  Hyre- 
Price  Live  Stock  Commission  Company  et  al.  vs.  M.  K.  A  T.  of 
Texas  et  al.,  opinion  No.  7464,  66  I.  C.  C.  591-2,  because  the  agency 
of  the  complainants  to  claim  reparation  on  behalf  of  the  shippers 
interested  in  the  complaint  had  not  been  established  aa  to  some 
of  the  shippers,  some  shippers  had  asked  for  the  dismissal  of 


the  complaint  brought  in  their  behalf  and  the  whereabouts  of 
other  shippers  was  not  known.  Therefore  the  Commission  de- 
nied reparation  on  carload  shipments  of  live  stock  from  Gould 
and  Hollis,  Okla.,  and  from  Dodsonville  and  Wellington,  Tex., 
to  Wichita,  Kan.,  made  in  1914.  The  complaint  was  founded  on 
the  fact  that  in  a  supplemental  report  on  Investigation  of  Al- 
leged Unreasonable  Rates  on  Meats,  28  I.  C.  C.  332,  the  Commis- 
sion said  shippers  were  entitled  to  reparation  from  the  date  of 
its  original  report,  carried  in  22  I.  C.  C.  160,  December  11,  1911. 
The  lower  rates  decreed  in  1911  were  not  made  effective  from 
Gould  and  Hollis  until  April  24,  1914,  and  from  the  other  point 
until  August  9,  1915. 


RATES  ON  ROOFING 

Examiner  Lawrence  Satterfleld  has  recommended  the  dis- 
missal of  No.  11203.  Standard  Paint  Co.  et  al.  vs.  Alabama  A 
Vlcksburg,  Director-General,  et  al.,  on  the  ground  that  the  rates 
on  prepared  roofing  from  the  plants  of  11  complainants  at  St. 
Louis,  East  St.  Louis,  Marseilles,  Joliet,  Madison,  Chicago,  and 
Chicago  Heights.  111.;  Porter.  Ind.;  Carthage.  Cincinnati.  Cleve- 
land, and  Lockland,  Ohio;  Philadelphia.  Erie,  and  Scranton. 
I -a.;  Niagara  Falls.  N.  Y.;  Grand  Rapids.  Mich.;  and  Bound 
Brook,  Maurer,  and  Rutherford,  N.  J.,  Into  southern  territory 
and  between  points  within  that  territory  had  not  been  shown  to 
have  been  unreasonable,  unduly  prejudicial,  or  unjustly  dis- 
criminatory. The  dismissal,  however,  he  said,  should  be  with- 
out prejudice  to  the  revisions  ordered  or  suggested  In  the 
Commission's  report  on  rates  to,  from  and  between  points  south 
of  the  Ohio  River,  64  I.  C.  C..  107  and  206;  and  also  without 
prejudice  to  any  further  revision  of  the  class  A  rates,  which 
may  result  from  the  Southern  Class  Rate  Investigation.  No. 
13494.  recently  instituted  by  the  Commission  and  without  preju- 
dice to  anything  that  may  develop  respecting  rates  on  prepared 
roofing  In  connection  with  the  Commission's  general  rate  Inquiry. 
No.  13293. 


from  Omaha  to  Duluth,  on  wheat  and  on  wheat  milled  in  transit 
at  Minneapolis,  to  a  level  one  cent  lower  than  the  rates  now 
applicable  from  Kansas  City  to  Duluth.  He  said  the  record  made 
it  appear  that  a  rate  of  20.5  cents  from  Omaha  to  Duluth  was  un- 
reasonably low  and  resulted  in  a  serious  maladjustment. 


JOINT  RATES  ON  COAL 

A  recommendation  that  the  prayer  for  joint  rates  be  denied 
has  been  made  by  Examiner  G.  H.  Haltingly,  in  a  report  on  No. 
12904.  J.  L.  Mott  Company,  et  al..  vs.  Pennsylvania,  et  al.  The 
complainants  asked  for  joint  rates  via  the  Baltimore  A  Ohio 
and  Pennsylvania  from  mines  on  the  Baltimore  A  Ohio  near 
Fenwlck.  W.  Va.  They  asked  for  the  joint  rates  because  they 
said  they  could  obtain  the  kind  of  coal  they  desired  only  at 
Fenwlck.  They  have  only  Pennsylvania  delivery.  When  coal 
comes  In  from  Baltimore  A  Ohio  mines  It  has  to  pay  a  switch- 
Ing  charge  after  arrival  at  Trenton.  N.  J.,  where  the  complain- 
ants have  factories  that  make  supplies  for  plumbers  and  sanitary 
•ware. 

The  Pennsylvania  resisted  the  application  strenuously  on 
the  ground  that  Its  policy  has  always  been  to  decline  the  mak- 
ing of  joint  rates  on  coal  because  the  production  of  coal  along 
Its  rail  Is  so  great  that  It  cannot  all  be  consumed  at  points  on 
the  Pennsylvania  system  and  that  to  make  joint  rates  would 
mean  the  displacement  of  Pennsylvania  produced  coal  at  some 
Pennsylvania  stations.  Attention  was  directed  to  the  fact  that 


STORAGE    CHARGE    ON    IRON    PIPE 

Examiner  Charles  R.  Seal,  in  a  report  on  No.  12916,  Gen- 
eral petroleum  Corporation  vs.  Director-General,  as  agent,  has 
recommended  a  holding  that  storage  charges  on  iron  pipe 
stored  on  the  carrier's  right  of  way  at  Pico,  Calif.,  between 
October  1,  1919,  and  January  21,  1920,  be  held  unreasonable  to 
the  extent  that  they  exceeded  the  charges  that  would  have 
accrued  at  the  demurrage  rates  had  the  stuff  been  held  in  cars. 
The  complainant,  at  the  suggestion  of  the  railroad  agent,  un- 
loaded the  cars  as  soon  as  they  arrived  so  as  to  release  iln1 
equipment,  not  even  taking  the  free  time  allowed.  Both  iln- 
complainant  and  the  railroad  agent  were  under  the  impression, 
that  unloading  the  stuff  on  the  railroad  right  of  way  would 
relieve  the  complainant  from  the  payment  of  demurrage  and 
do  a  good  turn  to  the  carrier  through  the  return  of  the  cars. 
Instead,  the  storage  rules  provided  higher  charges  than  the 
demurrage  rules.  The  examiner  said  it  seemed  anomalous  ID 
have  ground  storage  held  to  be  twl«e  as  valuable  as  storage 
In  a  freight  car. 


RATES   ON    SULPHURIC    ACID 

An  award  of  reparation  on  account  of  unreasonable  rates  on 
Htilphuric  acid.  In  tank  earn,  from  points  in  the  Chicago  terri- 
tory to  Blgheart,  Okla.,  in  November,  1920.  has  been  recom- 
mended by  Examiner  Charles  K.  Seal  In  a  report  on  No.  13053. 
Barnsdall  Refining  Company  et  al.  vs.  A.  T.  &  8.  F.  et  al.  H.- 
said  the  Commission  should  And  the  rate  of  $1.22  from  Grasselll, 
III.,  was  and  that  the  present  rates  from  Grasselli  and  Gibson 
are  unreasonable  to  tin-  extent  they  exceeded  and  exceed  r.'.i  .". 
cents  per  100  pounds  and  that  reparation  to  that  basis  be  made. 

RATES  ON  TAPIOCA  SUBSTITUTE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Paul  O.  Carter  in  a  re- 
port on  No.  12350.  Minute  Tapioca  Company  vs.  Director-General, 
aa  agent,  et  al..  as  to  rates  on  tapioca  substitutes,  in  packages. 
In  carloads,  from  Orange,  Mass.,  to  Los  Angeles  and  San  Fran- 


cisco. In  the  period  from  March  15.  1918,  to  October  15,  1919.     He 
there  were  some  joint  rates  from  points  on  the  Western  Mary-      «»id  the  rates  should  be  held  unreasonable  to  the  extent  they  ex- 


land.  That  fact  was  explained  aa  having  resulted  from  the 
absorption  of  short  lines  which  had  been  treated  as  branches 
of  the  Pennsylvania,  by  the  Western  Maryland.  The  examiner 
said  the  public  Interest  did  not  require  joint  rates. 


ed  $1.69. 


DEMURRAGE  ON  COAL 

Assistant  Chief  Examiner  Ulysses  Butler.  In  a  proposed 
report  on  No.  11777.  I^ehigh  Silk  Dyeing  Company  vs.  Director- 
i..n>-ral  and  Lehlgh  Valley,  recommended  a  holding  that  demur- 
rage charges  at  Allentown.  Pa.,  on  shipments  of  soft  coal,  made 
In  August.  1918.  were  not  unreasonable  except  In  so  far  as  they 
exceeded  the  charges  that  would  have  accrued  had  cars  been 
placed  in  the  order  of  their  arrival. 


REFUND    OF    OVERCHARGES 

On  the  distinct  understanding  that  the  Director-General  will 
make  a  refund  of  overcharges.  Examiner  John  H.  Howell  has 
recommended  the  dismissal  of  No.  11883,  Louisiana  Bag  Cor- 
poration vs.  Director-General,  as  agent,  et  al..  on  a  holding  that  a 
carload  of  second-hand  bags  shipped  from  Kansas  City  to  Del 
Norte.  Colo.,  moved  In  July,  1919.  and  reshlpped  to  New  Orleans 
was  niisroiited  and  that  the  properly  collectible  rates  were  not 
unreasonable. 


RATES  ON   WHEAT  TO   DULUTH 

In  a  tentative  report  on  No.  13033.  Atchlson  Board  of  Trade 
et  al.  vs.  Atchlson.  Topeka  A  Santa  Fe  et  al..  Examiner  John  A. 
McQuillan  recommended  that  the  relationship  of  proportional 
rates  on  wheat  from  Kansas  City.  St.  Joseph  and  Omaha  to  Du- 
luth be  held  unduly  prejudicial  to  Kansas  City  and  St.  Joseph 
and  unduly  preferential  of  Omaha.  A  further  recommendation 
Is  that  the  proportional  rates  on  wheat  from  Kansas  City  and 
St.  Joseph  to  Chicago  via  Minneapolis  were  and  are  unreason- 
able or  otherwise  unlawful.  The  examiner  thinks  the  undue 
preference  for  Omaha  should  be  cured  by  Increasing  the  rates 


AUTOMOBILE  FRAME   PARTS 

Examiner  Leo  J.  Flynn,  is  a  report  on  No.  12410,  Fageol 
Motors  Co.  vs.  C.  M.  A  St.  P.,  Director-General  el  al..  lias  recom- 
mended a  holding  that  the  applicable  rates  on  pressed  steel  side 
and  cross  members  of  automobile  frames,  in  straight  and  mixed 
carloads,  from  North  Milwaukee  to  Elmhurst.  I^os  Angeles  and 
Hurhank  Calif.,  between  July  5,  1916,  and  March  30,  1920,  were 
and  for  the  future  will  be  unreasonable  to  the  extent  they  ex- 
ceeded or  may  exceed  the  rates  on  structural  steel  channels. 
The  report  also  covers  a  sub-number  of  the  same  complaint, 
Moreland  Truck  Company  vs.  Director-General  et  al.  The  ex- 
aminer recommended  reparation  to  that  basis.  As  to  the  rate  on 
side  members  with  spring  hanger  attached,  from  North  Mil- 
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waukee  to  Los  Angeles,  the  examiner  said  the  Commission  should 
hold  it  was  not  unreasonable  or  otherwise  unlawful. 


RATE   ON    ROUGH    GRANITE 

A  recommendation  of  unreasonableness  and  an  order  of 
reparation  have  been  made  by  Examiner  Richard  T.  Eddy  in 
a  report  on  No.  13196,  Lexington  Granite  Company  vs.  Director- 
General,  as  agent,  as  to  the  rate  on  rough  granite  from  Barre, 
Vt.,  to  Lexington,  Ky.,  in  the  period  between  September  18  to 
November  21,  1919.  He  said  the  rate  Imposed  should  be  held 
unreasonable  to  the  extent  It  exceeded  26  cents,  the  combination 
on  Cincinnati.  The  complainant  asked  for  reparation  to  the 
basis  of  the  subsequently  established  rate  of  24  cents. 


RATINGS  ON   AIR   GUNS 

Examiner  Peter  C.  Paulson,  in  a  report  on  No.  12739,  Daisy 
Manufacturing  Company  vs.  Alabama,  Vicksburg  et  al.,  has 
recommended  a  holding  that  the  present  ratings  on  air  guns  of 
first  on  less-than-carloads  in  each  of  the  three  classification 
territories,  and  second  in  Official  and  Western  and  first  in 
Southern  were  and  are  not  unreasonable.  He  further  recom- 
mended that  the  Commission  hold  that  the  ratings  on  steel  toys, 
flat,  were  and  are  applicable  on  water  pistols. 

IRON    WRENCHES    IN    MIXTURE 

Examiner  Peter  C.  Paulson  has  recommended  the  dismissal 
of  No.  12501,  Chevrolet  Motor  Company  of  California  vs.  Mich- 
igan Central,  Director-General,  et  al.,  on  a  holding  that  rates  on 
less-than-carload  shipments  of  iron  wrenches  included  in  car- 
loads of  rims  and  other  automobile  parts  from  Jackson,  Mich., 
to  Oakland,  Calif.,  was  not  unreasonable.  The  wrench  in  ques- 
tion is  used  in  attaching  the  rim  to  the  automobile  wheel.  The 
complainant  wanted  an  order  directing  the  inclusion  of  the 
wrench  in  the  mixture  allowed  for  automobile  wheels  and  parts. 


RATES   ON    PAPER 

Examiner  Fred  N.  Oliver,  in  a  report  on  No..  12286,  Demo- 
crat Printing  Co.  et  al.  vs.  Ahnapee  &  Western,  Director-Gen- 
eral et  al.,  has  recommended  a  holding  that  rates  on  certain 
kinds  of  paper,  in  carloads,  from  points  in  Wisconsin  and  Minne- 
sota to  Tulsa,  .Okla.,  were  unreasonable  since  March,  1919,  and 
that  reparation  should  be  made.  He  recommended  that  as  to 
rates  on  paper  to  Tulsa,  the  Commission  follow  its  decision  in 
Minnesota  &  Ontario  Paper  Co.  vs.  N.  P.,  66  I.  C.  C.  571,  but  hold 
that  as  to  rates  to  Sand  Springs,  Okla.,  the  record  was  inadequate 
to  make  a  finding  of  unreasonableness. 

REPARATION  ON   LEATHER 

Reparation  on  account  of  misrouting  of  shipments  of  leather 
from  Blossburg,  Pa.,  to  Boston,  Mass.,  has  been  recommended  by 
Examiner  Peter  C.  Paulson  in  a  report  on  No.  12838,  Elk  Tan- 
ning Company  vs.  Erie  et  al.  The  Erie  refused  prepayment  at  a 
joint  rate  of  21.5  cents  from  Blossburg  to  Boston  and  imposed  a 
higher  combination  applicable  over  another  route.  The  exam- 
iner said  the  Commission  should  hold  the  refusal  of  the  Erie 
to  have  been  unlawful  and  that  therefore  the  shipments  were 
misrouted. 


RATES  TO  BROOKLYN  STATIONS 

Examiner  Richard  T.  Eddy  has  recommended  the  dismissal 
of  No.  12909,  American  Manufacturing  Co.  vs.  Director-General, 
as  agent,  on  the  ground  that  rates  on  numerous  carload  ship- 
ments to  stations  in  and  near  Brooklyn  during  federal  control 
were  not  unreasonable  or  otherwise  unlawful.  The  recom- 
mendation also  covers  sub-number  1,  Cross-Austin  &  Ireland  Lum- 
ber Co.  et  al.  vs.  Same. 


RATES  ON  GASOLINE 

Examiner  Charles  R.  Seal  in  a  report  on  further  hearing  on 
No.  11354,  Producers'  Refining  Company  vs.  Gulf,  Colorado  & 
Santa  Fe,  Director-General  et  al.,  has  recommended  adherence 
to  the  original  finding  in  62  I.  C.  C.,  14.  The  complaint  was 
against  rates  on  gasoline  from  Gainesville,  Tex.,  to  Kassel,  Avon- 
dale  and  Westwego,  La.,  for  export,  in  October  and  November, 
1918.  The  Commission  in  the  original  report  made  an  order  of 
dismissal. 


RATES   ON    TURPENTINE 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  advised  by  Examiner  F.  W.  McM.  Woodrow  in  a  re- 
port on  No.  12354,  Lake  Charles  Naval  Stores  Co.  vs.  Kansas 
City  Southern,  Director-General  et  al.,  as  to  rates  on  tur- 
pentine from  Everett,  now  Lansco,  La.,  to  Westwego,  La.,  during 
federal  control.  He  said  the  rates  should  be  held  unreasonable 
(o  the  extent  they  exceeded  22  cents. 


finding  that  the  failure  of  the  defendants  to  furnish  lighterage 
from  Jersey  City,  through  New  York  harbor,  to  Long  Island  City 
on  shipments  of  box  and  stock  car  iron  work  forwarded  from 
Berwick,  Pa.,  had  not  been  shown  to  have  resulted  in  the  col- 
lection of  unreasonable  or  otherwise  unlawful  charges. 


RATES  ON  PAINT  PIGMENTS 

The    Traffic    World    Washington   Bureau 

In  I.  &  S.  1447,  the  Commission  has  forbidden  the  reduction 
of  east  bound  rates  on  sublimed  lead  and  other  white  paint  pig- 
ments. It  said  that,  without  a  corresponding  reduction  west 
bound  on  the  same  commodities  and  without  corresponding  re- 
ductions from  points  of  origin  east  of  the  Buffalo-Pittsburgh  line, 
the  lowered  rates  would  result  in  undue  prejudice  against  manu- 
facturers east  of  that  line.  No  reductions  from  east  of  C.  F.  A. 
were  proposed,  because  the  publishing  agent  said  he  had  no 
authority  to  propose  any.  Lack  of  authority  in  the  agent,  the 
Commission  said,  did  not  excuse  the  principals.  Reductions  on 
red  lead  and  litharge  were  permitted  to  become  effective  because 
there  were  no  protests. 


REA  REPLIES  TO  COMMISSION 

(Statement  by  President  of  Pennsylvania  in  connection  with  I.   C.   C. 
report  in  the  matter  of  construction  and  repair  of  equipment.) 

While  the  Commission's  conclusion,  after  fourteen  months  of 
investigation,  is  tactfully  expressed  and  the  management  is  re- 
lieved from  all  imputation  of  dishonest  dealings,  nevertheless  I 
feel  that  such  a  rebuke  from  the  chief's  regulatory  body  of  the 
country  cannot  be  taken  lightly  by  the  Pennsylvania  Railroad 
management,  whether  well  founded  or  not.  Our  railroad  carries 
nearly  ane-eighth  of  the  entire  railroad  traffic  of  the  country  and 
its  management  has  a  duty  to  the  public  and  to  its  shareholders 
which  cannot  permit -the  conclusion  of  the  Interstate  Commerce 
Commission  to  be  ignored.  I  would  have  regarded  it  as  humiliat- 
ing, except  for  the  strong  dissent  of  five  members  of  the  Inter- 
state Commerce  Commission,  which  fully  sustains  the  action  of 
the  company  in  the  exercise  of  its  duty  at  a  most  trying  period. 

I  regard  the  decision  of  the  commission  as  an  unjust  and 
unfair  reflection  on  the  management  of  the  company,  which  ex- 
ercised what  is  believed  to  be  an  honest  and  sound  judgment,  at 
a  time  when  the  railroads  were  crowded  with  traffic,  threatened 
with  what  ultimately  resulted  in  the  outlaw  strike,  and  having 
large  numbers  of  locomotives  and  cars  that  had  not  been  properly 
and  promptly  repaired  by  the  federal  Railroad  administration, 
the  duty  devolved  on  all  railroads,  facing  exceptional  traffic  de- 
mands, to  secure  the  repairs  as  quickly  as  possible.  The  fact  that 
It  cost  more  and  took  longer  than  was  expected  is  now  a  matter 
of  hindsight,  but  I  may  say,  after  most  considerate  review,  that 
the  same  action  would  be  taken,  if  we  were  confronted  by  the 
same  emergencies,  the  same  unsatisfactory  labor  conditions,  and 
an  uncharted  future  that  sorely  tried  the  best  railroad,  financial 
and  industrial  corporations  and  governmental  institutions  of  the 
world.  We  might  just  as  well  criticize  the  many  acts,  or  failures 
to  act,  in  all  lines  of  government  and  business  since  the  war,  in- 
cluding these  of  the  Commission  itself,  forgetful  of  the  vicis- 
situdes through  which  we  have  passed. 

The  dissenting  opinions  showed  that  fortunately  there  are 
some  commissioners  who  recognize  the  justification  for  the  man- 
agements decision,  and  who  realize  that  there  are  much  bigger 
questions  facing  the  Commission  than  this  investigation. 

They  also  give  ground  for  the  expectation  that  the  Commis- 
sion, having  full  regulatory  powers,  but  not  the  responsibility  of 
an  owner  or  even  a  guarantor,  is  now  reverting  to  its  former 
policy  of  railroad  criticism  instead  of  constructive  regulation. 
It  is  also  worthy  of  note  that  after  the  case  had  been  investi- 
gated and  submitted  to  the  commission  for  decision,  it  took  more 
than  eight  months  for  the  committee  to  arrive  at  a  conclusion 
as  to  what  ought  to  have  been  done,  and  after  considering  the 
matter  for  that  period,  six  of  its  members  think  that  the  decision 
of  the  railroad  was  "precipitate"  and  five  that  it  was  justified. 
It  doubtless  was  "precipitate"  as  compared  with  the  more  than 
eight  months  consumed  by  the  Commission,  but  it  was  not  "pre- 
cipitate" when  considered  in  the  light  of  the  necessity  that  im- 
pelled the  railroad's  management  to  take  immediate  action  to 
protect  the  future.  A  railroad  cannot  be  managed  efficiently  un- 
less decisions  of  this  kind  are  promptly  made. 


LIGHTERAGE  TO  LONG  ISLAND  CITY 

In  a  report  on  No.  12876,  Compagnie  Auxiliare  de  Chemins 
de  Fer  Brasil  vs.  D.  L.  &  W.,  Director-General  et  al.  Assistant 
Chief  Examiner  Ulysses  Butler  has  recommended  dismissal  on  a 


ILLINOIS    INTRASTATE    RATES 

It  was  announced  at  the  offices  of  the  Illinois  Commission, 
April  5,  that  the  Illinois  carriers  had  agreed  to  join  with  the 
commission  in  petitioning  for  the  dissolution  of  the  injunction 
which  now  prohibits  the  state  commission  from  interfering  witli 
rates  established  by  the  Interstate  Commerce  Commission.  It 
was  agreed,  however,  that  the  Commission's  order  in  the  Illinois 
case  would  first  have  to  be  rescinded,  and  representatives  of  the 
state  commission  will  go  to  Washington  next  week  to  a^k  that 
that  be  done. 


April  X.  1922 
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LABOR  BOARD  MEN  REAPPOINTED 

The  Traffic   World   Washington  Bureau 

President  Harding  April  5  sent  to  the  Senate  nominations 
for  reappointment  of  A.  O.  Wharton,  J.  H.  Klliott,  and  G.  Wal- 
lace W.  Hanger  on  the  U.  S.  Railroad  Labor  Board.  A  nomina- 
tion to  Oil  the  vacancy  which  will  result  from  the  resignation  of 
Albert  Phillips  will  be  made  later. 

Representatives  of  a  group  of  Independent  railroad  labor  or- 
ganizations, including  telegraphers,  stationary  firemen,  clerks, 
maintenance  of  way  men  and  signalmen,  at  a  meeting  in  Chi- 
cago. April  2.  made  the  following  nominations  for  a  representa- 
tive to  flll  one  of  the  impending  vacancies  In  the  labor  group  of 
the  Labor  Board:  John  Sylvester,  Spokane.  Wash.,  grand  vice- 
president  of  the  clerks'  union;  I).  W.  Helt,  Chicago,  international 
president  of  the  signalmen;  J.  J.  Farnan,  Chicago,  grand  vice- 
president  of  the  Chicago  district  of  the  Maintenance  of  Way 
union;  Timothy  Healy,  New  York,  president  of  the  Firemen  and 
Oilers'  union,  and  J.  F.  Dewey  of  Philadelphia  and  C.  Z.  Taylor 
of  Chattanooga.  Tenn..  both  local  officers  of  the  telegraphers' 
union.  The  Independent  unions  have  been  without  a  represen- 
tative on  the  board  since  April.  1921,  when  J.  W.  Forrester  was 
succeeded  by  W.  McMenlmen  of  the  Brotherhood  of  Railway 
Trainmen. 

INTERVENTIONS  IN  WAGE  CASE 

In  order  to  discover  the  present  attitude  of  the  Labor  Board 
with  regard  to  the  acceptance  of  Interventions  in  the  wage  case 
that  Is  now  being  heard.  Ben  W.  Hooper,  vice-chairman  and  pub- 
lic member  of  the  board,  was  shown  a  copy  of  The  Traffic  Wcrld 
nf  November  3.  1921.  In  which  he  was  quoted  as  saying  that  the 
board  would  hereafter  permit  the  public  to  be  heard,  and  asked 
whether  anything  had  happened  since  that  time  to  cause  him 
or  the  board  to  change  position.  Mr.  Hooper  pointed  out  that 
his  statement  that  the  board  had  made  a  mistake  In  refusing  to 
accept  the  petition  of  Intervention  of  the  National  Industrial 
Traffic  League  in  the  rules  and  working  conditions  case  was  not 
based  on  any  formal  action  of  the  board,  but  that  the  general 
attitude  of  Its  members,  as  observed  by  him,  seemed  to  Indicate 
that  the  board  would  be  more  tolerant  of  such  petitions  In  the 
future.  He  maintained,  however,  that  the  board  had  been  fully 
within  its  rights  In  refusing  to  permit  the  League  to  Intervene 
In  the  rules  case,  and  said  that  when  both  parties  to  a  dispute 
have  been  fully  heard  the  board  has  undoubtedly  complied  fully 
with  the  law. 

Permission  to  the  League  or  to  any  other  organization  to 
Intervene,  he  said,  would  mean  that  the  board  would  have  to 
allow  almost  any  organization  or  Individual  to  present  evidence. 

e.  there  was  hardly  a  person  In  the  country  who  could  not 
properly  maintain  that  he  was  affected,  directly  or  Indirectly, 
by  such  major  case*  as  the  present  wage  dispute.  If  for  no 
other  reason  than  to  forestall  the  deluge  of  criticism  that  de- 
scended on  the  board  after  Its  refusal  to  hear  the  League,  how- 
•>per  said.  U  would  be  good  policy  for  the  board  to 
hear  everyone  desiring  to  be  heard.  Public  opinion,  he  pointed 
out.  was  the  only  Instrument  the  board  had  to  help  It  In  enforc- 
ing Its  orders,  and  tn  the  extent  of  satisfying  the  individuals 
and  organizations  who  had  something  to  say,  and  who  might 
be  able  to  give  the  board  Information  it  could  not  otherwise 
get.  It  might  be  well  to  cater  to  public  opinion. 

Me  said  that,  on  the  other  hand,  the  public  could  rest  as- 
sured that  both  sides  In  such  a  controversy  as  the  present  one 

r  wages  were  so  thorough  In  their  presentations  that  there 
was  little  chance  of  any  outsider  presenting  anything  that  would 
be  of  value. 

"Would  It  be  a  fair  thing  to  say.  then,  that  if  the  league 
were  to  present  a  petition  of  Intervention  to  the  board  It  would 
be  passed  on  on  Its  merits?"  he  was  asked. 

"It  would  be  still  fairer  to  say  that  If  the  Ix-ague  presented 
a  petition  of  Intervention,  it  would  be  allowed,  and  such  wit- 
nesses as  could  give  us  pertinent  Information  to 'the  dispute  at 
hand  would  be  heard,"  he  replied. 

Uphold  Carrier*'  Wage  Figures 

The  Labor  Board  has  received  a  inter  from  George  H. 
M!.  chairman  of  the  railway  committee  of  the  Illinois 
Manufacturer!)'  Association,  in  which  the  allegations  of  the  shop 
craft  leaders  that  the  data  concerning  wages  in  outside  Indus- 
tries were  misleading,  were  denied.  Attached  to  the  letter  was 
a  compilation  showing  the  wages  of  railroad  shop  labor  In  Illi- 
nois compared  to  the  wages  paid  In  outside  Industries  in  MUM- 
of  the  smaller  citi.-s  of  Illinois'.  This  study  bore  out.  in  a  n 

Mr.  Meyercord  said,  the  necessity  for  establishing  different 
•    pay   in  different    localities.     The   letter,   which   with   its 
nmpanying   data    will    be    considered    by    the    board,   was   as 
follows: 

II   h  to  our  notice,  through  the   public  press,  that   MM 

•<f   unions   nfllrin    Mint    Mir    Ma- 
's on   wage*  paid    in    lii>lusir>    rnmiill'-d    In    the  statistical    bureau* 
of  thr  railway*  and  submitted  to  >our  hoard  do  not  represent  the  true 


condition  in  industry  a*  to  rates  of  pay  actually  received  by  workers 
in  private  manufacturing  plants. 

The  railway  committee  of  the  Illinois  Manufacturers'  Association 
has  been  active  in  making  a  study  of  the  problems  before  your  board. 
It  has  made  a  survey  of  the  rates  of  pay  in  industry  and  compared  the 
result  with  similar  labor  performed  in  tlie  railway  shops.  Those  en- 
gaged in  gathering  the  statistics  noted  the  machines  and  character 
of  work  in  the  railway  shops  and  compared  them  with  similar 
machines  and  labor  operations  in  industrial  shops  in  the  same  com- 
munities. 

Our  independently  cohered  statistics  show  the  same  results  as 
those  gathered  by  the  railroads.  We  have  figures  as  to  other  cities 
throughout  the  state  such  as  Alton  and  East  St.  Louis,  and  also  as 
to  Chicago,  and  It  is  apparent  that  the  wages  paid  in  the  small 
industrial  centers  are  very  much  lower  than  those  paid  in  the  large 
communities:  and  the  object  of  this  letter  is  to  acquaint  you  with  tin- 
fact  thnt  we  wish  to  go  on  record  to  the  effect  that  the  statistics  sub- 
mitted to  your  hoard  by  the  railroads  are  a  true  representation  of 
fact  as  to  wages  paid  in  private  Industry  in  the  different  communities. 

As  It  is  vital  to  industry  that  lower  freight  rates  obtain,  we  plead 
with  you  to  take  into  consideration  in  your  decision  the  fact  that 
industrial  wages  arc  lower  ami  vary  with  communities. 

In  i  inclusion  we  respectfully  point  out  that  you  will  completely 
disrupt  the  industrial  foundations  of  communities  if  your  decision  is 
baaed  on  a  uniform  percentage  reduction  in  crafts  and  you  see  fit 
to  ignore  the  great  difference  In  wages  existliiK  between  communities. 

RAILWAY  WAGE  HEARING 

The  Labor  Board,  March  31.  set  a  limit  on  the  time  remain- 
ing for  the  Introduction  of  evidence  in  the  wage  case.  It  was 
announced  that  hearings  on  disputes  regarding  the  rules  of  the 
engineers  and  firemen  would  begin  on  May  1.  and  that  considera- 
tion of  the  wage  case  would  then  begin,  regardless  of  the  state 
of  the  evidence  on  the  last  day  of  April.  Representatives  of 
both  sides  were  urged  to  get  together  and  apportion  the  re- 
maining time  on  an  equitable  basis. 

A  heated  colloquy  between  Frank  J.  Warne,  economist  for 
the  shop  crafts,  and  F.  L.  Coleman,  attorney  for  the  Santa  Fe. 
regarding  the  origin  of  the  agitation  for  reduced  rates,  which 
the  carriers  contend  Is  the  reason  for  the  request  for  reductions 
In  wages,  was  brought  to  a  close  by  Ben  W.  Hooper,  acting 
chairman,  who  denied  that  the  President  or  any  member  of  his 
cabinet  had.  directly  or  indirectly,  instructed  or  suggested  to  the 
board  or  its  individual  members  what  course  should  be  followed 
In  dealing  with  wage  cases. 

The  dispute  arose  when  Mr.  Warne  charged  that  the  agita- 
tion for  lower  rates  had  originated  with  the  railroads.  Mr. 
Coleman  took  exception  to  that  statement  and  insisted  that  the 
suggestion  had  come  from  Secretary  Hoover  and  the  Interstate 
Commerce  Commission  and  that  it  had  been  coupled  with  a  sug- 
gestion of  lower  waxes.  He  pointed  to  the  President's  message 
to  Congress,  and  while  he  did  not  directly  so  state,  evidently 
left  the  impression  on  some  that  pressure  had  been  brought  to 
bear  on  the  board  from  outside  governmental  sources.  This 
called  forth  the  denial  from  the  board  member. 

The  audience  was  amused  when,  in  the  midst  of  the  discus- 
sion. Commissioner  ['otter's  name  was  mentioned,  and  someone 
from  the  labor  side  of  the  table  asked:  "Isn't  Potter  one  of  the 
railroad  members  on  the  Interstate  Commerce  Commission?" 
When  the  laugh  subsided,  Coleman  patiently  explained  that  mem- 
bers of  the  Commission  were  not  selected,  as  arc  the  board  mem- 
bers, according  to  their  affiliation  with  the  railroads  or  with  any- 
thing else,  but  were  chosen  merely  because  they  were  either 
Republicans  or  Democrats. 

The  economic  relation  between  freight  rates  and  railroad 
wage  scales  was  discussed  at  some  length  by  Mr.  Warne,  April  1. 
By  means  of  charts  and  tables  he  sought  to  prove  that  no  such 
relation  existed,  and  said  with  reference  thereto: 

The  fact  Is.  wages  to  railway  employes  are  paid  not  out  of  the 
rule  of  transportation  hut  out  of  the  operating  revenue  fund  In  the 
dfjfrmlriation  of  which  the  transportation  rate  is  only  one  of  a  num- 
•  uiomlc  factors.  Another  fact  of  vital  consideration  Is  that 
other  element*  of  expense  aside  from  wage*  are  also  paid  out  of 
Ihis  mime  operating  revenue  fund.  Tin-re  Is  Just  as  much  and  no 
more  of  a  rel  --n  tin  rate  of  transportation  and  the  rate 

of  wngf-s  as  there  I*  between  the  transportation  rate  and  the  price 
of  fuel,  or  steel  rails,  or  cross  ties,  or  locomotives,  or  freight  cars, 
or  lead  pencils,  or  Ihc  hundred  and  «.ne  other  supplies  purchased  by 
:I\H  out  of  operating  revenues. 

The  •  of  transportation  at  different  times  will  produce 

a  larger  or  a  smaller  amount  of  rev.  t d«pendtn|  upon  tin-  presence 

or  absence  of  these  other  economic  far  lors.  A  lower  rate  under 

dn    conditions,    such    as    the     existence    of    n     greater     volume    ..t 

traffic     will   produce  an   even   larger   revenue   fund    than   will   a   nlgner 

..  il   (tii.il    h\     a    deei  eased    volume    of    t rii Hie.      It    Is    even    true 

that    under   specified    conditions   a    higher    rate    will    produce    a    smaller 

•  mie    fund,   such   as  the  situation   existing  on   the   railroad*    In    1!>21 
eompared   with   1920.     Such    well-known   conditions   bring   proof   to   the 
support    of    the    position    of   the    railway    employes    that    there    Is    not 

•  -"sarlly    any    cfonomlr    relation    between     rales    of    1 1  ansportation 
and  rates  of  wages  of  employes.     Wages  do  not  come  out  of  the   rale 
but  out  of  the  total   fund    resulting  from   the  operation  of   H 

accompanied    by    otlnr    ecom>mh-    fa<  tors    that    usually    aie    mote 
live    In    producing    tin-    total    rev.-nu-    fund    than    MM-    rat.-    Itself. 

Th-    I- lie      as    has    been    said,    call    1 1- •    d.eieased    and    al     tin-    sain--    time. 

with  these  olln-r  economic  factor*  In  operation,  a,  larger  total   revenue 

"'^"consequence  of  all  this  II  should  1»  clear  Mint  there  is  i 
sarlly  no  economic  rel-,ii,,r,  between  the  transportation  rate  by  Itself 
Mi-  inle  of  wages  to  employes.  It  follow*  thai  -i  change  In  the 
transportation  rate  does  not  necessarily  Involve  a  change  in  the 
wage  rate.  The  Coim-i  •  in  increase  with  a  decrease  In  total  opcra- 
ting  revenues.  A  fact  that  Is  of  even  greater  significance  Is  that 
the  transportation  rate  <  an  decrease  with  on  Increase  in  operating 

Vei"U<is'  equally    true    that    total    compensation    paid    employe*    can 
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Increase  with  an  Increase  at  the  same  time  in  operating  revenues, 
while  the  transportation  rate  remains  the  same.  Even  more  than 
this  is  true.  A  striking  increase  in  total  operating  levenues  can 
accompany  an  increase  in  compensation  with  no  change  whatever  in 
the  transportation  rate. 

Warne  followed  this  statement  with  a  lengthy  analysis  of 
operating  revenues,  expenses,  maintenance  and  net  revenues, 
which,  he  said,  showed  that,  taking  a  period  of  years  and  meas- 
uring the  prosperous  and  unfortunate  ones  in  that  period,  the 
present  financial  condition  of  the  roads  was  not  such  as  to  justify 
a  reduction  in  wages.  He  insisted  that  the  property  investment 
accounts  of  the  roads  were  of  a  "highly  fictitious  and  inflated 
nature,"  and  that  the  net  operating  income  accounts  contained 
"arbitrarily  deflated  characteristics."  This  being  the  case,  he 
continued,  the  true  financial  condition  of  the  carriers  was  not 
disclosed  by  relating  these  two  accounts  in  determining  the  rate 
of  return  on  investments.  He  said: 

In  brief,  with  their  alleged  property  investment  flpures  inflated 
beyond  the  amount  of  the  actual  capital  investment,  the  net  operat- 
ing income  applied  to  it  gives  an  arithmetical  result  lower  than  the 
true  earnings.  With  this  net  operating  income  deflated,  its  applica- 
tion to  the  property  account  figures  also  give  a  rate  of  return  lower 
than  the  actual  earnings.  With  both  the  inflation  of  the  property 
account  and  the  deflation  of  the  net  operating  income  figures,  there 
is  a  highly  exaggerated  low  rate  of  return  which  is  not  in  accord 
with  the  true  facts  in  the  situation. 

The  Interstate  Commerce  Commission,  the  established  agent  of 
Congress  for  limited  regulation  of  the  railroads,  on  more  than  one 
occasion  and  after  a  thorough  analysis  of  all  the  evidence  the  railway 
representatives  could  assemble,  has  officially  passed  its  fair  and 
impartial  judgment  upon  the  sufficiency  of  railway  operating  revenues 
at  different  times,  and  more  often  than  otherwise  this  decision  has 
been  adverse  to  the  pessimistic  contentions  of  these  representatives. 

The  Commission,  in  Its  report  on  the  1917  Fifteen  Per  Cent  Ad- 
vance Rate  Case,  In  which  it  denied  the  request  of  the  roads  for  a 
general  increase  in  freight  rates  but  accorded  certain  increases  to 
eastern  roads,  said:  An  examination  of  the  operating  results  of 
individual  carriers  shows  that  certain  of  them  have  lacked  prosperity 
while  others  have  been  affluent.  The  reasons  for  lack  of  prosperity  on 
the  part  of  some  of  them  are  well  known.  The  general  majority  of 
them  show  a  healthy  condition  from  financial  and  operating  stand- 
points. We  must  consider  not  only  the  successful  and  strong  but 
also  the  unsuccessful  and  the  weak.  The  needs  of  certain  weak 
lines,  however,  cannot  justify  a  course  of  action  that  is  unwarranted 
by  the  condition  of  the  larger  number  of  strong  and  successful  lines. 
This  record  shows  that  many  of  the  carriers  are  in  a  most  pros- 
perous condition. 

Another  discussion  as  to  the  relation  between  railway 
freight  rates  and  railway  wages  took  place  at  the  wage  hear- 
ing, April  3.  Frank  J.  Warne,  in  amplifying  his  contentions 
that  such  a  relation  did  not  exist,  continued  reading  from 
numerous  decisions  of  the  Interstate  Commerce  Commission 
which,  he  said,  proved  his  point.  He  was  finally  brought  to 
a  halt  when  Vice-Chairman  Hooper  said  there  was  no  reason 
for  discussing  at  length  things  that  were  the  business  of  the 
Commision  rather  than  of  the  board. 

"If  it  will  clarify  matters  any,"  he  continued,  "it  may  as 
well  be  said  right  here  that  the  measure  of  railroad  freight 
rates  is  not  one  of  the  'relevant  circumstances'  mentioned  in 
paragraph  D  of  section  307  of  the  transportation  act,  and  that 
the  board  will  certainly  not  trade  a  reduction  in  wages  for  a 
reduction  in  rates." 

Passing  to  the  question  of  the  contention  made  by  some 
of  the  carriers  that  wages  ought  to  be  reduced  because  their 
finances  were  in  such  a  state  as  to  make  the  continuance  of 
the  present  scales  impossible,  Mr.  Warne  asked  for  an  expres- 
sion from  the  board  as  to  whether  or  not  that  would  be  con- 
sidered a  "relevant  circumstance,"  within  the  meaning  of  the 
act.  He  said  that  a  good  part  of  the  material  he  had  to  present 
was  based  on  that  contention  and  could  be  dispensed  with  if 
the  board  intended  to  adhere  to  its  original  thought  in  the 
matter  as  expressed  in  decision  No.  147,  in  which  the  ability 
to  pay  was  considered  irrelevant.  Mr.  Warne  said  his  doubt 
was  built  on  the  decisions  in  the  Missouri  &  North  Arkansas 
case  and  one  or  two  others  in  which  the  board  appeared  to 
have  reversed  its  opinion. 

In  reply,  all  Mr.  Hooper  would  say  was  that  the  board  was 
divided  on  the  question.  Mr.  Warne,  therefore,  proceeded  to 
put  into  the  record  the  statement  he  had  prepared  on  the 
subject. 

The  shop  crafts  began  the  last  stage  of  their  presentation, 
April  5,  when  Mr.  Warne  completed  his  statement  and  officers 
of  the  various  individual  crafts  proceeded  to  give  their  individual 
views.  Those  heard  on  that  day  were  Harry  J.  Carr,  member  of 
the  general  executive  committee  of  the  machinists;  J.  A.  Frank- 
lin, international  president  of  the  boilermakers,  and  E.  J.  Evans, 
vice  president  of  the  electrical  workers.  These  men  -explained 
in  detail  the  particular  conditions  applicable  to  their  respective 
trades  that  made  it  imperative,  in  their  opinion,  that  an  increase 
in  pay  should  be  granted.  All  of  them  voiced  serious  objection 
to  the  plea  of  the  carriers  that  they  be  allowed  to  establish 
sliding  scales  for  the  various  trades,  so  that  men  could  be  re- 
warded for  individual  initiative  and  skill. 

The  union  officials  saw  in  that  request  an  effort  to  reinstate 
in  the  railroad  service  what  they  termed  the  "handy-man,"  a 
class  of  labor  that  had  been  banished  thirty  years  ago.  The 
witnesses  also  pointed  to  the  advancement  that  had  taken  place 
in  the  railroad  industry  by  reason  of  the  efforts  of  the  labor  or- 


ganizations they  represented.  Mr.  Franklin  told  at  some  length 
his  experiences  in  lobbying  for  a  boiler  inspection  bill,  which 
he  said  was  opposed  by  every  large  road  in  the  country  and  in 
efforts  to  defeat  which  enormous  amounts  were  spent  by  the 
carriers.  He  said  that  law  had  stopped  the  killing  and  injuring 
of  thousands  of  passengers  and  trainmen  due  to  faulty  work  on 
boilers,  generally  performed  by  the  "handy-men"  the  carriers 
were  trying  to  get  permission  to  hire. 

Representatives  of  the  shop  crafts  completed  their  testi- 
mony April  ft  Mr.  Jewell  closed  with  a  statement  countering 
the  information  contained  in  the  carrier's  comparison  of  wages 
in  outside  industries.  His  figures  showed  results  opposite,  in 
most  instances,  to  those  advanced  by  the  carriers,  and  were,  he 
said,  nearer  to  the  facts,  because  they  contained  wages  paid  to 
large  numbers  of  employes  in  unionized  shops,  which  shops,  he 
contended,  had  been  studiously  avoided  by  the  carriers  in  making 
their  comparisons. 

Mr.  Franklin,  in  completing  his  statement  objected  to  the 
proposal  of  the  carriers  to  establish  varying  grades  of  pay  for 
similar  work,  entered  an  objection  to  the  Board's  considering 
anything  of  the  sort.  He  said  such  a  procedure  would  involve 
the  splitting  up  of  one  class  into  several,  and  would  therefore 
come  under  the  general  heading  or  rules,  which  subject  was  not 
under  consideration  in  the  present  case. 

The  rebuttal  testimony  of  the  carriers,  as  put  in  at  the  wage 
hearing,  April  7,  took  the  Wrm  of  independent  statements  by  J. 
W.  Higgins,  for  the  western  carriers,  and  G.  W.  Walber  for  those 
in  the  east.  Mr.  Higgins  confined  himself  chiefly  to  an  analysis 
of  the  economic  aspects  of  Mr.  Jewell's  and  Mr.  Warne's  presen- 
tations. He  said  that  their  theories  that  all  fluctuations  in  busi- 
ness should  be  borne  by  those  interested  in  profit,  and  that  from 
economic  standpoint,  profit  was  unnecessary  were  absolutely 
false.  He  quoted  from  Adam  Smith  to  the  effect  that  produc- 
tion could  not  take  place  without  "enlightened  selfishness."  The 
arguments  of  the  shop  craft  leaders,  were,  he  said,  nothing  more 
than  arguments  for  government  control. 

In  that  connection  he  traced  the  beginnings  of  favoritism 
for  that  kind  of  management  among  the  organized  workers.  He 
said  that  before  the  war  the  heads  of  the  unions  were  unalter- 
ably opposed  to  any  such  thing  as  government  control,  but  the 
finding  out  by  them,  during  the  war  period,  that  it  was  com- 
paratively easy  to  scare  the  government  into  giving  them  almost 
anything  they  wanted,  had  caused  them  to  change  their  views. 

Touching  upon  the  criticism  of  Mr.  Warne  regarding  the 
financial  interests  of  the  roads  in  outside  industries,  he  said  he 
thought  the  labor  witness's  fault-finding  because  the  railroads 
were  interested  in  coal  lands  was  particularly  ill-advised. 

"The  railroads  have  no  desire  to  be  coal  miners  and  mer- 
.  chants,"  he  said.  "But  they  thought  that  amidst  all  this  criti- 
cism as  to  inefficient  management  and  waste  of  funds  it  would 
be  easily  recognized  that  the  railroads  were  saving  money  by 
mining  their  own  coal." 

Mr.  Walber's  objections  were  directed  against  Mr.  Jewell's 
contentions  as  to  the  money  that  was  necessary  to  keep  the  av- 
erage railroad  family  in  comfort.  He  pointed  out  that  if  $2,636.97 
was  the  living  wage  for  a  railroad  worker,  he  would  have  to 
change  his  scale  of  living,  for  the  country  as  a  whole  did  not 
produce  enough  to  pay  such  salaries.  He  pointed  out  also  that 
Mr.  Jewell  had  made  demands  but  had  not  suggested  where 
the  money  could  be  obtained  to  meet  these  demands. 

"If  this  board  should  order  that  a  wage  to  fit  Mr.  Jewell's 
budget  should  be  paid  to  every  railroad  worker,"  he  said,  "the 
railroads  would  have  to  forego  all  profit  and  all  payments  of 
interest  on  bonds,  and  would  then  have  to  find  a  way  to  increase 
revenues  $1,000,000,000  a  year." 

Mr.  Jewell's  figures  as  to  an  average  family  were  also  called 
erroneous  by  Mr.  Walber.  He  said  that  to  adopt  Mr.  Jewell's 
family  of  man,  wife  and  three  children,  as  average  for  railroad 
workers,  would  mean  that  5  per  cent  of  the  workers  of  the  coun- 
try had  15  per  cent  of  the  children.  Census  bureau  statistics, 
he  said,  showed  that  the  average  family  had  1.4  children. 


LABOR  BOARD-PENNSY  ARGUMENT 

"The  board  can  do  no  wrong,"  was  the  burden  of  the  argu- 
ment made  by  Blackburn  Esterline,  special  assistant  to  Attorney- 
General  Daugherty,  before  Judge  George  T.  Page,  in  the  United 
States  District  Court,  at  Chicago,  April  3,  in  support  of  the 
motion  of  the  board  to  dissolve  the  temporary  injunction  granted 
by  Judge  Landis,  last  fall,  restraining  the  board  from  finding 
the  Pennsylvania  Railroad  in  violation  of  its  decision. 

The  district  court,  Mr.  Esterline  said,  had  no  jurisdiction 
over  anything  the  board  might  do  because,  as  a  branch  of  the 
administrative  arm  of  the  government,  it  was  immune  from 
suits  in  equity  and  could  not  be  sued.  In  support  of  his  argu- 
ment he  cited  the  Supreme  Court's  decision  in  the  Procter  & 
Gamble  private  tank  car  case  and  in  the  Lehigh  Valley  Lake 
case,  in  both  of  which  the  Interstate  Commerce  Commission's 
orders  were  upheld  on  account  of  lack  of  jurisdiction  by  the 
federal  courts  that  had  set  them  aside. 

The  court  evidently  did  not  agree  with  the  attorney,  and 
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it   called   his   attention   to   the   fact   that    the   cases   cited   were 
merely    reviews   of   actions    legally    taken    by    the    Commission. 

"Suppose  the  board  went  far  beyond  its  powers  as  defined 
by  the  transportation  act."  the  court  asked;  "suppose  it  ran 
wild,  so  to  speak,  and  worked  injury  upon  persons  and  corpora- 
tions? Could  it  not  then  be  stopped  in  its  career  by  an  in- 
junction from  this  court?" 

"The  members  of  any  administrative  body  must  be  pre- 
sumed to  be  acting  in  accordance  with  the  law,"  Mr.  Esteriine 
replied,  "and  if  any  member  of  it  does  not  act  in  accordance 
with  the  law  he  can  be  removed  by  the  President." 

\Vfll."  the  court  exclaimed.  "I'll  say  now,  that  If  I  find 
the  board  has  been  going  beyond  its  powers,  or  that  the  law 
under  which  it  acts  is  unconstitutional,  an  injunction  will  cer- 
tainly be  issued." 

Mr.  Esterline.  in  his  argument,  reviewed  the  causes  of  the 
proceeding,  reading  the  original  decision  in  which  the  Penn- 
•  ania  was  instructed  to  hold  another  election  of  employes' 
representatives  with  which  to  negotiate  rules  and  working  con- 
ditions, and  in  which  the  election  held  previously  was  held 
illegal  because  no  space  was  provided  on  the  ballot  for  the 

•  (ion  of  an  organization  Instead  of  an  Individual.     The  Penn- 

mia's  petition  to  the  board  asking  a  reversal  of  that  de- 
cision and  the  subsequent  citation  by  the  board,  calling  on  the 
Pennsylvania  to  appear  and  to  show  cause  why  It  should  not 
be  found  in  violation  of  the  board's  decision,  were  also  read. 

The  board's  plea,  in  the  argument,  was  for  a  dissolution 
of  the  temporary  injunction  arid  for  the  dismissal  pf  the  rail- 
road's bill  In  equity  In  which  the  court  is  asked  to  rule  on  the 
board's  right  to  dictate  to  the  road  methods  of  negotiating 
with  Its  employes.  Mr.  Esterline  pointed  out  that  the  Penn- 
sylvania had  complied  with  the  board's  previous  decisions  as 
to  wages  and  working  conditions  and  that  subsequently,  in  its 
bill.  It  declared  the  board's  decisions,  and  therefore  Its  own 
plying  with  them.  Illegal.  The  Impression  he 
ned  to  convey  was  that  he  thought  the  acquiescence  of  the 
railroad  in  the  board's  decisions  was  an  admission  of  their 
legality  which  could  not  be  revoked.  Again  the  court  seemed 
to  disagree. 

The  attorney  called  attention  to  the  fact  that  the  publish- 
ing of  Us  reports  was  the  only  penalty  the  board  could  inflict 
for  violations  of  its  decisions  and  contended  that  the  position 
nf  the  Pennsylvania  that  It  would  be  "irreparably  injured"  if 
the  board  were  allowed  to  carry  out  its  functions  was  pre- 
posterous. 

R.  M.  Barton,  chairman  of  the  Labor  Board,  subscribed  to 
the  theory  of  Mr.  Esterline.  In  supplementing  his  argument  In 
the  federal  court  on  the  second  day.  April  4.  He  said  that  if  the 
functioning  of  a  governmental  body  could  be  Interfered  with 
by  a  federal  court  the  government  would.  In  effect,  be  "paralyzed." 
He  said  the  proper  method  of  reviewing  the  proceedings  of  the 
board  was  not  by  Injunction  but  by  crrtlorari.  He  continued: 

understand  It.  the  position  the  carrier  take*  In  this  rase  I* 
the  IHW  .!.  .  .  not  allow  the  IN-DIM!  I"  take  Jurisdiction  over  a 
re  uniel*  a  cnr  •,  the  ...mending  parties  ha*  I 

It      l«     impossible     to     enneejve     that      the     Congress     would     have 

•,ve    law.    because,     were    the     renns.ilvanla's 

ntlon*  on  that   point  true.   II   would  mean  that  any  party,  simply 
fusing  In  .  ..nf.-r     could   keep  all  disputes   In   which   It   was  Inter- 
ested, from   the  board. 

•     said    about    the   order*    of    the    hoard    being    non- 
nforeaeible      There  Is.  naturally,  a  divergence  of  opinion  on  the  sub- 
ject.    The  board  has  never  had  occasion  to  make  any  attempt*  to  en- 
force   it*    decisions,    hut    my    personal   opinion,    as   a   lawyer.    Is   that. 
should    either    the   employe*   or    the    carriers    refu*e    to    carry    out    the 
order*   of  the   board,   either   *lde   or    the    department   of   Justice    could 
ake  the  matter  Into  the  courts  and  secure  enforcement  In   that  Way. 

m^°W'V'r'.  ?ince  •'£"  transportation   act,    in   and   of  Itself,   does   not       with  the  carrier  and  It*  employes  "m" The  performance'of  their'Vnuii.i.l 
Jnal  to  which  appeal*   from   the   I^hor  Board   may   bu      obligations    and    agreement*    under    the    terms    of    said    contract*    so 
en.    the    only    Inference    that    can    logically    I-    drawn    I*    that    the-    negotl  ' 


However,  he  continued,  it  was  the  desire  of  the  Pennsyl- 
vania to  go  along  with  the  Labor  Board  in  all  possible  matters. 
The  rock  that  the  ship  of  this  good  intentions  was  wrecked  on, 
he  said,  was  a  certain  exhibit,  known  as  exhibit  B,  attached  to 
decision  No.  119,  in  which  the  board  laid  down  rules  for  ob- 
servance in  holding  conferences  regarding  rules  to  supersede 
the  abrogated  national  agreements.  One  of  these  rules,  he  said, 
was  especially  obnoxious  and  so  clearly  beyond  the  board's  legal 
powers  to  promulgate  that  it  had  been  ignored  by  the  Pennsyl- 
vania when  preparations  were  made  for  conferences.  It  was 
No.  15,  as  follows: 

The  majority  of  any  craft  or  class  of  employes  shall  have  the  right 
I  .  determine  what  organization  shall  represent  members  of  such 
craft  or  class.  Such  organization  shall  have  the  right  to  make  an 
agreement  which  shall  apply  to  all  employes  in  such  craft  or  class. 
No  such  agreement  shall  Infringe,  however,  upon  the  right  of  employes 
not  members  of  the  organization  representing  the  majority  to  present 
grievances  either  In  person  or  by  representatives  of  their  own  choice. 

He  said  that  under  the  wording  of  rule  15  the  employes 
could  select  any  labor  organization  to  represent  them  at  a  con- 
ference, even  a  union  of  .packing-house  employes  if  they  so  de- 
sired. He  did  not  insist,  however,  that  that  was  the  Intent,  of 
the  board  in  promulgating  the  rule,  and  accepted  the  interpre- 
tation placed  on  it  by  Mr.  Barton,  that  it  did  mean  that  men 
who  were  officers  or  representatives  of  railroad  labor  organiza- 
tions could  be  selected,  even  if  they  had  never  seen  the  rails  of 
the  road  involved. 

The  fact  that  only  11  per  cent  of  the  employes  of  the  Penn- 
sylvania had  voted  on  the  ballots  provided  was  due,  Mr.  Sen- 
Held  said,  to  instructions  Issued  by  the  System  Federation,  for- 
bidding their  members  to  vote.  Agreements  had,  however,  been 
negotiated  with  the  representatives  elected  by  the  11  per  cent, 
and  have  been  in  force  since  August,  1921.  The  board's  decision 
in  the  matter  was,  in  fact,  an  attempt  to  nullify  these  contracts, 
he  said.  Since  section  307  provided  for  the  ex  parte  considera- 
tion of  rules  and  working  conditions,  he  said,  the  proper  way 
would  be  for  the  dissatisfied  employes,  if  there  were  any  such, 
to  copi  plain  to  the  labor  board  now.  Continuing,  he  said  in  part: 

The  transportation  act  does  not  confer  upon  the  I^abor  Board 
power  to  require  carriers  and  employes  to  hold  elections  for  any  pur- 
poae  or  to  declare  an\  i  lei-tnm  which  a  carrier  and  Its  employes  may 
conduct  void,  or  to  prescribe  the  procedure  to  be  followed  by  carrier 
and  employes  In  conducting  said  election. 

The  l-atmi  Board  has  no  power  to  prescribe  rules  and  conditions 
to  determine  what  employes  are  aUnbta  to  vote,  as  It  did  In 
decision  No.  218.  The  carrier  has  the  sole  power  when  elections  arc 
to  he  held,  to  determine  franchise  right*  and  accord  the  same  only 
to  employe*  actually  In  it*  service,  or  absent  upon  leave. 

The  board  ha*  no  power  to  compel  conference*  between  the 
carrier  and  it*  employes  or  to  dictate  the  representatives  of  Its  em- 
ployes with  whom  It  »hall  confer  If  any  conference  Is  held,  or  to 
prescribe  rules  nn.l.-r  which  representatives  of  organized  or  unor- 
gantaed  labor  shall  be  *el.  < 

nia  linn  the  lawful  right  to  establish  rules  and  work- 
In*;  rondli  first   Instance  either  with  or  without  holding  con- 
••«••   with    Its  employe*,    nml    If    the    rules   and    working   conditions 

^reasonable  and  unjust,   such  rules 

nnd   v  ay,  under  the  terms  of  said  aei.  lie  taken  to 

said  l>ahor  Hoard  and  the  matter  submitted  to  the  arbitration  of  said 
In  ,  i 

The  board  refused  to  grant  a  hearing  at  which  the  carrier  might 
show  IhiH  '  majority  of  its  employes  are  satisfied  with  I  he 

manner  in  which  en  •  .tive.i  were  selected  and  with  the 

rules  mid  working  condition*  negotiated  between  such  representatives 
and  the  carrier,  hut  the  board  granted  a  further  hearing  restricted  to 
matter*  over  which  the  carrier  maintain*  the  board  is  without  Juris- 
diction. 

I'nless  the  Labor  Board  Is  enjoined  from  publishing  that  In  re- 
sisting It*  dictation  and  control  a*  to  matter*  of  procedure  and  man- 
agement the  carrier  ha*  violated  Its  decision,  the  Labor  Board  will 
characterize  the  plaintiff  a*  a  violator  of  law  notwithstanding  the 
fact  that  It  wns  without  jurisdiction  to  render  such  decision  and  to 
make  such  publication:  and  the  Ixihor  Board  will  thereby  Interfere 


<  ongres*    Intended    to    confer    upon    the     board    a    paramount    notice 
t    Is   unthinkable    that    thl*  expensive   piece   of   governmental 
machinery  should  hn\  entirely  futile. 

T.  J.  Scofleld.  Chicago,  made  the  argument  for  the  carriers 
anrl  revealed  for  the  first  time  the  contentions  on  which  the 
allegations  as  to  the  Illegality  of  certain  orders  of  the  board 
based.  He  said  that,  under  section  301  of  title  3.  confer- 
ences on  all  disputes  should  be  held  and  that  In  case  of  disagree- 
ment or  failure  to  hold  conference  the  dispute  was  to  be  referred 
to  the  board  by  the  "parties  thereto."  He  stressed  the  plural 
of  the  "party,"  and  Insisted  that  under  that  section  no  ex  parte 
dispute  could  legally  be  considered  by  the  board.  Such  submis- 
sions, he  said,  were  taken  care  of  in  section  307.  which  provided 
tor  the  submission  of  disputes  by  either  of  the  parties  or  the 
consideration  of  such  as  were  likely  to  interrupt  commerce  by 
the  board  on  Its  own  motion,  but  insisted  that  under  that  section 
only  certain  classes  of  disputes,  specifically  stated,  could  be  con- 
sidered In  that  manner.  Paragraph  A  of  section  :in7.  he  said. 
1  only  disputes  "Involving  grievances,  rules  and  working 
condition"  and  paragraph  B  mentioned  disputes  involving 
"wages  and  salaries." 

There  was  nothing  In  the  title,  he  said,  that  gave  the  board 
(be  legal   right   to  consider   matters  of   procedure,  such  as  were 


Collated  and  agreed  to.  to  the  great  and  irreparable  Injury  to  the 
property  of  both  the  carrier  ami  Its  employe*.  Employe*,  reiving  upon 
the  publication  by  the  hoard,  that  plaintiff  ha*  violated  Its  decision 
Z1R.  and  because  of  the  uncertainty  'rented  thereby  as  to  the  rules  and 
working  conditions  In  effect,  will  sue  the  carrier  In  cases  where  the 
rules  and  working  conditions,  so  negotiated  and  now  in  operation, 
i  in  the  loss  of  Income,  although  tin  \  an  receiving  '•<  m|"  nsnl Ing 
advantages  In  the  application  of  the  new  rules  and  working  condi- 
tions: thu*  resulting  In  a  multiplicity  of  suits. 

The  publication  of  the  hoard's  unauthorized  decision  to  the  effect 
that  the  carrier  has  violated  decision  No.  218  will  brand  the  carrier 
before  the  public  with  having  defied  said  Labor  Board  nnd  will  thus 
hold  the  carrier  up  to  public  contumacy,  scorn  and  disapprobation, 
with  the  consequent  loss  of  public  esteem  and  Inevitable  disorganiza- 
tion of  Its  employes  and  Irreparable  loss  and  damage  to  Its  proper  tv 
and  transportation  system 

The  court  Indicated,  at  the  close  of  the  argument,  that  a 
i  tiling  would  he  made  within  a  week.  It  was  generally  agreed 
that  the  subject  had  been  thoroughly  covered  and  that  the  argu- 
ment, which  had  been  >i-i  ostensibly  to  consider  the  motion  of 
the  board  to  dissolve  and  dismiss,  had  gone  into  every  phase  of 
Die  subject  Any  further  argument,  the  court  indicated,  would 
necessarily  be  repetition  and  the  inference  drawn  was  that  the 
ruling  might  dispose  of  the  entire  matter  instead  of  merely  the 
board's  motion. 


n   LI-  i. 
,  ,  .  Published  at  noon  each  business  day  in  the  year,  the 

involved  in  the  Pennsylvania's  dispute  with  the  shop  crafts,  on     Daily  Traffic  World  supplies  an  up-to-the-minute  traffic 
tbc  request  of  one  of  the  officers  of  the  shop  craft  union.  news  service. 
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THE  COAL  STRIKE 

The   Traffic   World   Washington  Bureau 

It  is  a  general  belief  among  those  who  think  they  have  kept 
in  accurate  touch  with  the  prospective  fuel  situation,  that  5,000,- 
000  tons  of  soft  coal  will  be  mined  the  week  following  the  begin- 
ning of  the  strike.  A  further  belief  is  that  the  amount  will 
steadily  increase  so  that  if  the  strike  lasts  more  than  a  month 
the  production  by  May  1  will  have  gone  up  to  6,000,000  tons. 
That  is  to  say,  the  expectation  is  that  right  from  the  beginning 
of  the  strike  the  production  will  be  from  35  to  45  per  cent  of 
normal.  "Normal"  is  an  uncertain  term  but  is  usually  taken  to 
mean  anything  from  10,000,000  to  11,000,000  tons.  Except  in  the 
war  period,  an  average  of  11,000,000  a  week  was  not  even  approxi- 
mated. Ten  million  is  more  nearly  normal  than  the  higher 
figure. 

As  to  anthracite  there  is  no  such  expectation.  The  thought 
is  that  the  users  of  hard  coal  for  steam  purposes  will  have  a 
bad  time  until  the  strike  is  settled,  the  severity  of  it  depending 
entirely  upon  the  stocks  on  hand. 

Arrangements  for  obtaining  accurate  reports  as  to  produc- 
tion have  been  made  by  the  Commission,  the  Car  Service  Divi- 
sion of  the  American  Railway  Association,  and  the  National  Coal 
Association.  The  Car  Service  division  has  usually  been  the  source 
of  the  statistics  of  production  on  which  governmental  agencies 
have  relied,  because,  as  a  rule,  no  railroad  has  had  any  reason 
for  under  or  over  stating  the  loading  done  by  mines  on  its  lines. 
Car-loading  figures  have  been  recognized  as  the  ones  meaning 
most  to  those  interested.  They  represent  the  amount  of  coal 
moved  away  from  the  mities.  Whether  a  mine  increased  or  de- 
creased the  consumption  of  coal  in  its  production  of  fuel  was 
of  no  importance;  hence,  while  the  production  has  always  been 
larger  than  the  car-loading  figures,  custom  has  converted  the 
car-loading  figures  into  production  figures  to  such  an  extent  that 
car-loading  and  production  have  become  practically  synonymous 
terms.  The  declaration  of  belief  that  5,000,000  tons  of  soft  coal 
will  be  "mined"  in  the  first  week  following  the  strike  means  that 
that  many  tons  will  be  loaded  into  railroad  cars.  .  • 

The  fact  that  the  miners  in  western  Kentucky  did  not  go 
on  strike  was  no  surprise  to  the  National  Coal  Association.  It 
was  no  surprise  to  the  Car  Service  Division.  It  may  have  been 
one  for  the  United  Mine  Workers,  although  the  impression  is 
the  higher  officials  of  that  organization  knew  the  union  miners 
in  that  field  had  made  a  separate  peace  with  the  operators,  but 
that  they  "forgot"  to  mention  the  fact  to  the  miners  in  other 
regions.  '  i 

Continuance  of  the  miners  in  that  section  at  work  has  been 
taken  to  mean  there  is  not  even  a  possibility  of  the  northwest- 
ern section  of  the  country  being  seriously  hurt  by  the  strike.  Ac- 
cording to  the  statistics  in  possession  of  the  railroads  and  the 
National  Coal  Association,  there  are  heavy  stocks  on  the  north- 
western docks  so  that  there  is  not  much  likelihood  of  western 
Kentucky  being  called  on  to  furnish  coal  for  that  region.  The 
fact  that  the  miners  in  western  Kentucky  would  not  go  out 
caused  the  railroads  serving  that  field  to  hurry  empty  cars  in 
unusual  quantities  into  it,  the  unusual  movement  being  carried 
on  right  to  the  end  of  March,  the  eve  of  the  strike,  notwithstand- 
ing the  possibility  of  the  miners  in  that  field  changing  their 
minds  and  repudiating  their  local  settlement.  The  railroads  acted 
on  the  assumption  that  their  information  that  they  would  not  go 
out  was  accurate  so  the  supply  of  cars  in  that  field,  right  from 
the  start,  was  as  large  as  could  be  used. 

Estimates  that  the  strike  would  throw  out  of  work  18,000  or 
more  railroad  trainmen  were  declared  by  men  who  have  had  to 
do  with  the  operation  of  trains  to  be  mere  guesses.  The  only 
definite  estimates  of  idleness  that  could  be  made,  it  was  declared, 
could  relate  only  to  the  hard  coal  regions,  and  a  few  small  fields 
in  the  soft  coal  regions.  Estimates  as  to  consequential  idleness 
in  such  regions,  it  was  said,  were  possible  because  from  them 
it  had  been  customary  to  run  solid  coal  trains.  Where  the  coal 
movement  was  in  solid  trains  it  was  said  fairly  accurate  esti- 
mates as  to  probable  idleness  among  railroad  men  were  of  some 
value,  because  if  there  was  any  production  in  such  fields  the 
number  of  train  crews  needed  to  handle  it  could  easily  be  calcu- 
lated. 

Most  of  the  country's  coal,  however,  is  distributed  in  trains 
carrying  other  commodities.  Estimates  as  to  the  reduction  in 
the  number  of  trains,  it  was  pointed  out,  could  not  be  made  with 
any  degree  of  accuracy  because  a  train  is  not  an  absolutely  con- 
stant number  of  cars  and  an  engine.  Train  lengths  vary  to  such 
a  degree  that  the  falling  off  in  coal  traffic  would  not  affect  a  rail- 
road that  had  been  handling  in  each  train  about  all  the  cars  the 
engine  could  drag.  The  smaller  number  of  carloads  might  call 
for  just  as  many  trains  as  before  because  the.  coal  traffic  never 
had  been  more  than  an  incident  in  the  railroad's  business. 

No  move  by  any  governmental  official  is  expected  within  a 
definite  time.  Attorney-General  Daugherty,  the  day  the  strike 
order  was  issued,  indicated  he  would  not  think  of  intervening  in 
the  strike  unless  and  until  it  became  a  question  of  obtaining 
coal  for  carrying  on  commerce  between  the  states.  Inasmuch  as 
the  railroads  have  a  comparatively  large  supply  of  coal  as  loco- 
motive fuel  stored,  the  day  when  Daugherty  may  have  to  consider 


putting  the  production  of  coal  under  the  rule,  he  said  prevailed 
as  to  the  government's  duty  to  assure  transportation,  may  be 
far  off. 

It  is  considered  almost  a  certainty  the  strike  will  reduce  the 
volume  of  business  and  thereby  reduce  the  demand  for  coal, 
which,  in  turn,  will  make  it  possible  for  the  country  to  get  along 
on  the  short  supply  of  fuel  much  longer  than  otherwise. 

Consumption  of  soft  coal  for  domestic  purposes,  in  normal 
times,  amounts  to  only  about  15  per  cent  of  the  total  loading. 
The  possibility  of  there  being  a  shortage  for  that  purpose,  there- 
fore, has  not  been  seriously  considered.  It  is  regarded  as  being 
too  remote  to  warrant  even  a  minute's  reflection. 

In  a  statement  accompanying  charts  showing  the  trend  of 
bituminous  coal  loading  from  January  1,  1920,  up  to  the  present 
time,  and  the  stocks  of  railroad  and  commercial  fuel,  the  car 
service  division  of  the  American  Railway  Association  said: 

The  very  low-  stocks  in  the  spring  (1920).  as  evidenced  by  the 
20-million-ton  figure  of  June  1,  1920,  were  not  increased  oven  with  an 
extraordinary  clinih  in  production  throughout  the  balance  of  1020,  to 
as  high  as  1C  million  tons.  due,  of  course,  to  the  un- 
usual business  activity  throughout  that  year.  Yet,  with  an 
immediate  drop  beginning  December  16.  1020,  from  record  high  produc- 
tion to  record  low  production  in  the  week  ending  April  1,  1921,  stocks 
declined  but  slightly,  and  even  with  a  generally  low  production  since, 
on  the  average,  stocks  have  continued  to  increase  until  at  the  last 
report  they  are  well-nigh  up  to  the  record  stocks  of  the  armistice 
period. 

On  January  1,  1921.  railroad  fuel  stocks  amounted  to  but  19.5  per 
cent  of  the  total  stocks  on  hand.  This  reflected  the  great  difficulty  met 
by  the  railroads  in  securing  coal  supply  during  the  coal  boom  and 
high  prices  of  1020.  The  country  on  January  1,  1921,  was  entering 
upon  a  severe  industrial  depression  following  the  period  of  extraordi- 
nary business  activity  and  coal  production  throughout  1920,  and  no 
great  necessity  existed  for  heavy  stocks  on  coal.  By  April  1,  the  rail- 
road fuel  stocks  had  reached  25.6  per  cent  of  the  total  stocks  of  the 
country,  and  by  March  1,  1922,  with  total  coal  stocks  reading  the 
highest  mark  since  the  signing  of  the  armistice,  railroad  fuel  sticks 
had  correspondingly  increased,  and  at  this  last  report  represent  29.3 
per  cent  of  the  total  stocks  on  hand.  Current  information  is  that  they 
have  since  increased  even  more.  As  railroad  fuel  consumption  is  usiinlly 
27  to  28  per  cent  of  the  country's  total  production,  the  roads  would 
appear  to  be  holding  their  fair  share  of  all  stocks. 

"A  final  spurt  of  activity  in  anticipation  of  the  strike  car- 
ried production  of  soft  coal  up  to  11,437,000  tons  in  the  week 
ended  March  25,"  the  Geological  Survey  says  in  its  report  cov- 
ering that  week.  "The  output  was  the  largest  recorded  since 
December,  1920,  and  exceeded  by  nearly  400,000  tons  the  lesser 
peak  reached  last  October  when  consumers  anticipated  o  pos- 
sible railroad  strike.  Production  was  still  far  short  of  what  the 
mines  can  produce  and  the  railroads  transport,  for  in  the  last 
week  before  the  great  coal  strike  of  1919,  a  total  of  13,140,000 
tons  was  recorded. 

"As  the  present  rate  of  consumption  and  shipment  abroad 
is  not  more  than  8,3.00,000  tons  a  week,  the  output  in  the  week 
of  March  25  provided  at  least  3,000,000  tons  to  be  added  to 
consumers'  stock  piles.  This  confirms  the  Geological  Survey's 
forecast  that  stocks  in  the  hands  of  consumers  would  reach 
63,000,000  tons  by  April  1. 

From  the  following  statement  of  cars  loaded  daily  it  will 
be  seen  that,  contrary  to  what  usually  happens,  production  in- 
creased as  the  week  progressed:  Monday,  March  20,  34,846; 
Tuesday,  March  21,  36,378;  Wednesday,  March  22,  36,114;  Thurs- 
day, March  23,  35,718;  Friday,  March  24,  36,992;  Saturday,  March 
25,  32,238. 

"Such  telegraphic  returns  as  have  so  fap  been  received  in- 
dicate that  on  both  Monday  and  Tuesday  of  the  present  week 
(March  27-April  1)  loadings  exceeded  37,900  cars.  This  suggests 
a  further  last-minute  spurt  in  production. 

"Like  bituminous  coal,  the  production  of  anthracite  in- 
creased sharply  during  the  week  of  March  25.  The  railroads 
serving  the  anthracite  region  loaded  40,065  cars  as  against 
36,459  in  the  week  preceding.  The  total  production,  including 
mine  fuel  and  local  sales,  is  estimated  at  over  2,000,000  net  tons, 
close  to  the  maximum  for  the  region. 

"A  decline  in  the  rail  movement  to  New  England  is  indi- 
cated by  the  reports  of  cars  passing  the  Hudson  gateways  dur- 
ing the  week  of  March  25.  In  comparison  with  the  week  pre- 
ceding, cars  of  anthracite  forwarded  decreased  from  3,692  to 
3,293,  and  cars  of  bituminous  coal  from  4,064  to  3,369.  Shipments 
through  Rouses  Point  to  northern  New  England,  not  included 
above,  were  125  cars  of  bituminous  coal  and  5  cars  of  anthracite. 

"Practically  no  change  marked  the  dumpings  at  Hampton 
Roads  in  the  week  ended  March  25.  The  total  handled  was  389.- 
894  net  tons  against  393,635  tons  in  the  week  preceding.  Of  the 
total  dumpings,  274,141  tons  were  consigned  to  New  England 
destinations  and  50,827  tons  were  exports." 


SALE    OF    EQUIPMENT   CERTIFICATES 

The  Director-General  has  announced  additional  sales  at  par, 
plus  accrued  interest,  of  railroad  equipment  trust  certificates 
now  held  by  the  government,  to:  Alfred  Borden,  New  York, 
Detroit,  Toledo  &  Ironton  Railroad  Company,  1923  to  1935,  in- 
clusive, $487,500,  and  to  Speyer  &  Co.,  New  York,  Wabash  Rail- 
way Company,  1923  to  1935,  inclusive,  $6,546,800. 

The  total  amount  of  equipment  trust  certificates  sold  by  the 
government  to  April  1  at  par  plus  accrued  interest  was  $228,- 
115,200. 
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HEARINGS   ON  SECTION  28 

Tht    Traffic    ll'urld    Washington   Bureau 

Hearings  on  section  28,  of  the  Merchant  Marine  Act,  will  be- 
gin April  2!  at  Boston,  Commissioner  Thompson,  of  the  Ship- 
ping Board  and  chairman  of  the  committee  delegated  to  hold  the 
hearing.*,  announced  April  6.  The  hearing  at  Boston  will  be 
followed  by  a  hearing  In  New  York  on  Monday,  April  24.  these 
two  hearings  embracing  the  north  Atlantic.  Hearings  covering 
the  .south  Atlantic  and  Gulf  will  be  held  at  Norfolk.  Savannah. 
and  New  Orleans  in  May  and  for  the  Great  I-akes  and  the  Pacific 
coast  In  June,  the  exact  places  and  dates  to  be  announced  later. 

Commissioner  Thompson  said  the  committee  would  not  pre- 
clude from  admission  at  the  hearings  any  views  those  interested 
may  hold  a»  to  the  adverse  or  beneficial  effect  of  section  28.  but 
that  the  hearings  were  directly  on  the  question  of  adequacy  of 
lies. 


SHIPPING  BOARD  SALARIES 

Tkt  Tragic    World   Wttkingten  Burrs* 

Following  the  advice  of  Representative  Mann,  of  Illinois. 
to  "stand  pat"  on  cutting  down  high  Shipping  Board  salaries, 
the  House  this  week  for  the  third  time  refused  to  agree  to  the 
conferees'  report  on  the  Independent  offices  appropriation  bill  as 
to  salaries  of  Shipping  Board  employes.  (See  Traffic  World, 
April  1.) 

Representative  Walsh,  of  Massachusetts,  said  the' House  had 
twice  gone  on  record  against  salaries  in  excess  of  $25.000.  the 
report  calling  for  four  salaries  between  $25.000  and  $35,000,  In- 
clusive. 

Representative  Mann  said  the  greatest  piece  of  work  the 
government  had  ever  undertaken  was  that  of  building  the 
Panama  Canal  and  that  General  Goethals.  In  charge  of  that 
work,  got  $15.000  a  year. 

"All  the  good  men  in  the  world  are  not  dead  yet.  and  all 
the  people  who  can  manage  the  Shipping  Board  are  not  in  the 
employ  of  the  Shipping  Board,"  said  Mr.  Mann.  "!>•(  the  House 
say  that  a  salary  of  $25.000  out  of  the  treasury  Is  enough,  and 
to  do  that,  let  us  reject  the  conference  report." 

The  report  was  again  sent  back  to  conference. 

The  Mouse  and  Senate  conferees  recommended  lhal  the 
bill  provide  for  6  employes  at  $25.000  each.  2  at  $20.000  each, 
and  2  at  $15.000  each,  instead  of  13  In  excess  of  $11.000.  as  pro- 
poced  by  the  Senate  and  6  between  $11.000  and  $25.000  as  pro- 
posed by  the  House. 


DIAL  OPPOSES  SUBSIDY 

Tkt   Trtfe    World   H'askinflon  Burtn 

Following  Issuance  by  the  National  Merchant  Marine  Asso- 
ciation of  a  statement  telling  of  adoption  by  the  Charleston 

'•'  c.trnlina)  Chamber  of  Commerce  of  resolutions  support- 
ing the  Harding  ship  subsidy  plan.  Senator  Dial  of  that  state 
made  the  fallowing  statement  In  the  Senate: 

f  notice  that  the  Shipping  Hoard  has  rome  to  Congress  asking 
for  sutwldies  or.  at  feast  II  Is  Apparent  that  It  Is  exporting  some 
kind  of  aaaUtanre.  1  ...  •  -i-ii..-!  that  they  should 

Congress    and    ask    for    help,    considering    th. 

have    curried    .  jnesi    Intrusted    '••    their    curt.      I    have    had 

•ion    to    f  Mjds. 

I    must    ».-i>     that    I    know    of    t  incnt    officials 

upon     their    duties    as     hk"bll>     ns     •  -     of     th. 

•I.  nltlHitiKh  ,«•  \-TI|  of  Its  operative  s  are  drawing  salaries  ae 
high  as  $30,MN>  a  year. 

o.    nnil    I    I»-V«T    was    reminded    more    forcefully    of 
ir-old    giggling    school    Kills    than    I    was   on    that    occa* 
I    >i"'  a   day   or    two   ago    that    they    ha 

:•   In   a   rl>-  .-Icbt-.rli 

»nd  t    stated    that    they   had    MO    guards.  notwlth- 

id  tin i..-    .  v  allowed  something  like  $400,000  worth 

••m   those  ships.     That.    I   sus- 

n    which    the>    have    per- 

ilrit    they    are 

asking    f"  un*jr   out   of  the   people's   pocket   to  carry   on    the 

is   that    Ii  ,k    out    for   business   they 

ships    to    kee|  ,,m    carrying    on    business.       I 

'lood    of    1 

It    is    even    i  l.i 

noiiKh  ships  In  commission   to  miry   the  corn 
ICussla.     So   I   think   thut 

'"on.  ••••   very   slow   to   throw   away   any   more   money   on 

such   an    :•  t    set  as  the   Shipping   Board. 

Commissioner  O'Connor,  of  the  Shipping  Board,  with  refer- 
*nce  to  the  story  that  $400.000  worth  of  property  had  been  stolen 
from  Shipping  Board  vessels  tied  up  In  the  Hudson  River,  first 
said  the  loss  would  not  exceed  $3,000  and  later  cut  the  amount 
to  $1.000. 

en   organisations   of  marlnr    workers,   representing   ap- 
proxlma'  «  of  those  employed  on   American   ships,  have 

announced   their  support  of  the  legislation  to  aid   the  American 
Merchant  Ma:  ntly  introduced   in  Congress."  say  the  Na- 

tional  Merchant  Marine  Association.     It  continue*: 

This    action    Is    significant,    as    It    follows    assertions    by    Samuel 

-i'lent     of  ,,n     of     IxilK.r.     ami 

•iew    Furuseth,   h*nd  of  the    |r,i  Seamen's   fnlon.    to   the 


effect  that  labor  was  opposed  to  the  bill,  especially  the  naval  reserve 
and  immigration  features. 

The  Ocean  Officers'  Conference,  which  has  come  out  so  strongly 
in  favor  of  the  shipping  bill.  Is  composed  of  the  Neptune  Association 
of  Licensed  Masters  and  Mates,  with  a  membership  of  6,000;  the 
1'nited  Association  of  Masters.  Mates  and  Pilots,  3,000:  and  the 
I'nited  Radio  Telegraphers,  2.500.  and  the  Ocean  Marine  Engineers' 
Beneficial  Association  .No.  S«.  with  3.500  members.  In  addition,  the 
Marine  Engineers'  Beneficial  As>ociation  No.  33,  with  a  membership 
of  several  thousand,  has  endorsed  the  bill,  and  the  Fidelity  Marine 
Association,  n.-iri.  i.  .1  to  captains  and  first  mates,  also  is  back  of 
the  mca.sur*'  unanimously. 

Testimony  in  supi-ort  of  the  measure  will  probably  be  given  by 
representatives  of  tins,  organizations  at  the  hearings  to  be  held  by 
the  Senate  Committee  on  Commerce  and  the  House  Committee  on 
Merchant  Marine  and  Fisheries,  in  Joint  session.  The  licensed 
officers'  representatives  may  ask  for  changes  In  certain  features  of 
the  bill,  but  It  Is  state. 1  that  they  will  strongly  advocate  the  passage 
of  the  legislation  proposed. 

Captain  J.  l>.  Milliken,  of  New  York,  Secretary  of  the  Ocean 
Officers'  Conference,  says  that  the  legislation  recommended  by  the 

•..lent  is  "a  great  advance  in  the  right  direction."  and  the  most 
important  marine  measure  introduced  In  years.  Its  passage,  he 
says,  will  put  American  shipping  on  the  ocean  in  great  volume  and 
will  provide  greatly  Increased  employment  for  officers  and  crews. 


SHIP  SUBSIDY  HEARINGS 

The  Tragic  World  Washington  Bureau 

The  administration's  drive  for  the  enactment  of  ship  sub- 
sidy legislation  was  begun  in  earnest  April  4  before  the  joint 
committee  of  the  Senate  (commerce  committee)  and  the  House 
(committee  on  merchant  marine  and  fisheries)  when  A.  D.  Las- 
ker,  chairman  of  the  Shipping  Board,  appeared  as  the  first  wit- 
ness in  behalf  of  the  proposed  legislation.  It  is  expected  that 
the  hearings  will  last  a  month  or  more.  He  said: 

The  matter  under  consideration  la  not  merely  one  of  subsidy  or  no 
subsidy:  it  Involve*  wlmt  shall  become  of  the  government's  vast  war- 
l.uilt  merchant  ll.-.-l;  what  shall  be  done  to  end  tin-  I.HK--  losses  of 
nmeiital  operation  of  ships  through  tin*  Kim -i  •,••  -in •>  Fleet  Cor- 
poration: what  shall  be  done  to  Insure  the  overseas  carriage  of  Amer- 
ica's surplus  products  In  times  of  peace:  and  It  Involves,  in  Importance 
possibly  l.eioml  ail  -.  whether  America,  through  the 

possession  of  an   a.i  fit    marine,   shall   be   self-sustaining 

and  self-stinirlenl  on  the  sea*  In   times  of  war. 

Tli<.  World  War  has  changed  practically  every  phase  of  human  life. 
. \nterlcu  emerges  from  that  war  holding  Hi. it  economic  place  in  the 
world.  She  rinds  herself  a  creditor  nation  Instead  of  a  debtor  nation: 
and  whether  we  will  It  or  no.  »••  are  now  cast  for  continuing  first 
place  on  the  stage  of  world  commerce.  No  nation  ever  held  thut  proud 
position  unless  she  was  strong  In  her  own  rights  on  the  sea*. 

There  ran  be  no  return  to  a  pre-war  basis.  Increased  overheads 
through  Increased  capacities  ilem.iml  imyeaaed  consumption  In  many 
lines  beyond  Hint  which  can  be  found  Uf  our  home  country. 

The  farmer  has  but  recently  seen  what  it  means  to  him  In  depres- 
sion In  price  of  his  •  •  <-ii»n  when  exports  fall  and  the  surplus 
of  his  production  backs  up  at  1 

No  one  has  a  great .-r  mt.-ie»t  In  an  established  American  merchant 
marine  than  t1  •'•  our  country,  because  It  Is  In  the  sale  of  his 

-ini.lu.se*  abroad  that  lux  •nun-  prosperity  Is  Involved.  Kurope,  owing 
us  vast  sums,  will  undei take  to  make  Its  purchases  of  surplus  grains, 
wher.  i  than  our  own:  and  It  Is  only  through 

id.-  coniii.  -urliiR  that  they  be  expeditious  an. I 

int.  thut  we  ran  hope  to  maintain  prosperity  for  our  agriculture. 

lliviii«  agiee.i  I"  a  naval  program  of  .~>-."i-3.  we  ran  have  no 
thought  or  hope  of  actual  n.i\  il  equality  unless  we  ran  supply  and 
•  •linker  our  Navy  through  our  own  merchant  ships.  In  time  of  war, 
xlmulil  that  unhappll)  come  again. 

To  i  that   we  fall  to  supply  ourselves  with  an  adequate 

im-rrhani   >  the  t\pe  anil  mimtrer  to  balance  the  naval  strength 

ii-  in   tin    U  — liu,.  ton   Coni.  ii  nee.   we  Hhould  do  away  with 

ival   ships.      We   can    not   fool  oursel 
i  ival   basis  with   Great   Britain  and  Japan   to 
•    ni. 1 1    «••   possess  on   a  5-5-3  basts  a   merchant   marine  of 
the   type   and   kliul    necessary   for   naval   aid. 

I'n.lcr   the   merchant   marine   art.    it   being  obligatory  on  the   Ship- 
ping Board  to  maintain  certain  routes,   the  hoard  has  been   forced  to 
ue    In   a   system  of   which  economically   It   does   not  approve. 

•••lievr    Hint   the    present    operation    by    the    Shipping    Board    Is 
fast  approaching  as  efficient  an  operation  as  Government  can  give.    Hut 
onipetltlon   with   the  privately  owned  shipping  of  the  world, 
ough   successful   Government  operation,   the  Shipping  Board   avers 
an   Impossibility. 

The  system  which  we  found  In  vogue  when  we  came  into  onVe  left 
itself  open  to  all  sorts  of  vagaries  In  management,  to  all  kinds  of  chicane 
and  unreliability.  Let  It  not  be  felt  by  this  seemingly  somber  state- 
ment that  we  wish  to  nllei  t  on  the  integrity  of  the  operators  as  a 
whole.  The  managing  operator,  strange  as  It  may  seem  with  the 
charges  that  are  made  against  the  .system.  Is  by  and  large  perform- 
ing a  really  helpful  service.  Hut  let  us  not  be  deceive. I.  Conditions 
still  are  bad  and  will  ev.-r  remain  .-»  uniler  Government  ownership 
because  of  the  Impossibility  of  competing  with  private  operation. 
Both  the  sense  of  Initiative  and  the  responsibility  found  In  private 
operations  are  lacking- 
Fifty  million  dollars  annually  It  Is  costing  to  keep  the  Shipping 
Board  boats  going — fifty  million  dollars,  not  Including,  however,  in- 
terest.  full  Insurance,  or  depreciation  on  Invested  capital. 

Compared  to  the  total  tonnage  limit  by  the  Government,  practically 
no  tonnage  has  been  disposed  of.  Nor  can  we  see  any  great  hope 
of  disposal  of  an  appreciable  part  of  the  total  tonnage  we  have, 
unless,  through  <!o\ •erntn.  nt  aid.  the  difference  between  our  opera- 
tion and  that  of  the  foreigner  is  provided  for.  anil  thereby  auto- 
matically the  competition  of  wasteful  Government  operation  removed. 

Private  ships  unili  r  the  American  Hug  must  be  governmentally 
.iMcil,  because  of  the  higher  standards  of  living  of  American  labor. 
In  the  shipyard  and  on  the  ship.  The  man  who  builds  .ships  on  laiul 
works  In  America  with  a  higher  wage;  the  man  who  mans  our  ship 
is  paid  more  and  siist..  •  •  i  i"  Her  than  the  foreigner.  Who  In  America 
would  have  It  different? 

Therefore,    with    higher    costs    of    living    and    with    higher    capital 

(barges,    if  we   grant    that    for   war  ami   peace-lime   purposes   we   need 

a    merchant   marine,    tin    Government    must,    through   aid    to   shipping. 

t    or   Indirect    or    Koth.    make    good    the    difference    between    these 

•  •!•!• -I   charges  under  the   American  and  other  flags. 

The  proposals  made  by  the  President  contemplate  that  at  ultimate 
maximum  expenditure  of  thirty-two  million  dollars  per  annum  In 
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direct  aid,  and  through  various  forms  of  indirect  aid,  we  will 
finally  dispose  of  our  ships  for  private  opi-ratlon,  at  a  total  annual 
cost  of  something  over  forty  million  ilollar.s;  and  thus  shall  we  end 
an  operating  loss  of  llfty  million  dollars,  give  our  people  a  better 
and  a  more  assured  service  on  the  seas  than  America  has  ever 
enjoyed  heretofore,  successfully  turning  a  war-time  and  war-built 
enterprise  into  a  great  Instrument  of  peace-time  profit  and  peace 
insurance. 

A  plan  has  been  worked  out  whereby  a  very  sound  system  of 
indirect  aids  is  proposed.  It  is  purposed  in  addition  to  give  direct 
aid  to  a  sufficient  extent  to  make  possible  in  good  years  earnings  of 
10  per  cent  or  more  for  ships — surely  not  a  very  large  earning,  where 
capital  has  to  be  attracted  in  competition  with  other  enterprises.  Be- 
yond 10  per  cent  the  earnings  will  be  divided  equally  between  the 
owner  and  the  Government,  until  all  of  the  direct  aid  shall  have  been 
paid  back  into  the  merchant  marine  fund  to  be  created  for  the  aid  of 
snipping,  after  which  the  ships  retain  all  of  the  surplus  earnings,  if 
any.  If  the  indirect  aids  proposed  should  be  sufficient  in  any  annual 
period  to  bring  proper  returns,  there  would  be  no  direct  aid  retained. 
Thus  the  burden  of  the  aid  is  thrown  on  the  indirect. 

It  is  asked  that  the  Shipping  Board  fleet  be  sold  at  world  prices, 
regardless  of  cost  of  construction.  The  board  asks  that  it  be  permitted, 
out  of  further  liquidation,  to  accrue  to  the  construction  loan  fund 
as  expeditiously  as  possible  the  one  hundred  and  twenty-five  million 
dollars,  and  asks  permission  to  loan  this  at  rates  as  low  as  2  per  cent. 

In  order  to  create  an  incentive  for  shippers  to  use  American-flag 
ships  and  as  a  stimulus  to  our  foreign  trade,  a  deduction  from  net 
Federal  income  tax  payable  should  be  allowed  on  the  basis  of  5  per 
cent  of  the  freight  paid  on  goods  imported  or  exported  in  American- 
Hag  vessels. 

A  greater  allowance  for  depreciation  for  income  tax  purposes 
should  be  made  on  ships,  in  order  to  make  the  depreciation  al- 
lowance more  accurately  represent  the  actual  depreciation  of  vessel 
and  to  give  effect  to  the  marked  slump  in  the  value  of  tonnage  during 
the  past  several  years. 

Section  23  of  the  merchant  marine  act  should  be  amended  so 
that  the  payment  of  all  income  taxes  (which  would  otherwise  be 
payable  on  net  earnings  of  vessels  in  foreign  trade)  shall  be  waived 
by  the  Government  when  t^ie  amount  of  such  taxes  is  applied  to  half 
the  cost  of  new  ship  construction — increasing  same  from  one-third  as 
at  present. 

It  is  proposed,  through  co-operation  with  the  Bureau  of  Immi- 
gration of  the  Department  of  Labor,  that  regulations  should  be 
prescribed  and. legislation  enacted  that  would  insure  to  American-flag 
passenger  ships  at  least  50  per  cent  of  the  immigration  coming  to 
this  country. 

It  is  proposed  that  a  body  of  officers  and  men  be  organized  to 
be  known  as  the  merchant  marine  naval  reserve,  to  be  composed 
of  American  citizens  of  seafaring  profession.  The  members  would 
obligate  themselves  to  serve,  in  time  of  war  or  national  emergency, 
in  merchant  vessels  engaged  in  auxiliary  service  for  the  Navy.  The 
reserve  pay  of  these  officers  and  men  would  be  turned  over  by  the 
Shipping  Board  to  the  Navy  Department  for  disbursement. 

Legislation  should  be  enacted  that  will  prohibit  hereafter  the  over- 
seas transportation  of  passengers  or  freight  a't  the  expense  of  the 
Government,  other  than  in  a  vessel  flying  the  American  flag  unless 
suitable  and  convenient  transportation  by  an  American  vessel  is  not 
obtainable. 

The  withdrawal  of  the  Army  and  the  Navy  Transport  Services, 
which  the  President  should  be  authorized  to  effect  by  Executive 
order  in  whole  or  in  part,  will  materially  reduce  the  operating  losses 
of  the  Shipping  Board,  and  should  largely  aid  in  the  disposal  of  many 
of  Its  vessels. 

Inasmuch  as  the  trade  between  the  Philippine  Islands  and  the 
United  States  has  been  free  since  the  passage  of  the  tariff  act  of 
1913,  it  is  felt  that  there  can  be  no  valid  objection  to  the  extension 
of  our  coastwise  laws  to  include  our  trade  with  those  islands,  as 
provided  in  section  21  of  the  merchant-marine  act. 

The  problem  of  fully  and  completely  co-ordinating  our  rail  and 
water  transportation  is  acute  and  important.  The  suggestion  has 
been  made  that  a  group  of  experts  should  be  created,  to  be  appointed 
jointly  by  these  two  bodies,  whose  chief  duty  would  be  to  make 
full  inquiry  and  to  formulate  appropriate  rules  and  regulations  pro- 
viding for  such  co-ordination,  subject  to  the  approval  of  the  Inter- 
state Commerce  Commission  and  the  United  States  Shipping  Board. 

At  the  same  time  an  added  impetus  can  be  given  the  invest- 
ment of  new  capital  in  American  shipping  and  in  the  possible  pur- 
chase of  vessels  from  the  United  States  Shipping  Board,  if  railroad 
interests  are  permitted  to  own  and  develop  steamship  lines  operated 
exclusively  in  foreign  trade. 

The  direct  aid  is  computed  on  a  differential  based  on  a  combination 
of  speed,  tonnage,  and  distance  covered,  starting  with  a  half  cent 
per  gross  ton  per  hundred  miles  steamed  in  the  foreign  trade  for 
ships  under  13  knots,  and  increasing  to  a  maximum  of  2.6  cents  per 
gross  ton  per  hundred  miles  steamed  for  ships  of  23  knots  and  over. 
It  is  estimated  that  in  order  to  develop  a  balanced  fleet  of  7,500,000 
gross  tons,  which  should  carry  50  per  cent  at  least  of  all  branches 
of  our  overseas  trade,  the  cost  to  the  Treasury  will  ultimately  ap- 
proximate $30,000,000,  though  for  the  first  year  it  is  estimated  at 
only  $15,000,000.  We  think  this  sum  a  very  modest  one.  If  it  should 
enable  us  to  soon  get  the  Emergency  Fleet  Corporation  out  of  opera- 
tion and  save  the  greater  part  of  the  $50,000,000  loss  which  now 
burdens  the  Treasury,  the  direct  aid  here  proposed  should  and  will 
more  than  pay  for  itself. 

The  limitation  of  profit  feature  comes  in  as  an  automatic  check 
on  mistaken  judgment  or  preference;  for,  if  the  Shipping  Board  al- 
lowed too  much,  when  the  profit  reaches  10  per  cent  in  any  one  year, 
half  of  the  plus  profit  returns  to  the  merchant  marine  fund  until 
the  subsidy  is  repaid. 

The  study  of  the  limitation  of  profit  has  been  made  with  a  view 
to  insuring  that  every  dollar  paid  out  of  the  public  treasury  brings 
creative  results  to  the  American  merchant  marine,  on  the  one  hand, 
and  still  minimizes  that  measure  of  governmental  supervision  and 
interference  which  might  make  the  private  owner  timid. 

There  is  nothing  in  the  proposed  legislation  that  insures  profits, 
on  the  one  hand,  or  encourages  profiteering  on  the  other.  The  reason 
for  allowing  10  per  cent  in  good  years  and  half  of  the  plus  over  10 
per  cent  until  the  subsidy  is  repaid  to  the  merchant  marine  fund 
is  that  companies  may  build  up  a  reserve  to  tide  them  over  the 
losing  years,  which  are  not  infrequent  in  the  shipping  business. 

The  legislation  asks  the  right  to  make  10-ye'ar  contracts.  The 
Shipping  Board  hopes  and  feels  that  within  10  years  through  then 
established  trade  routes  the  freights  inuring  to  American  ships  under 
the  beneficial  provisions  of  the  indirect  aids  of  the  proposed  law 
will  have  sufficiently  increased  to  make  direct  aid  largely  unnecessary. 

In  the  development  of  our  national  being,  the  merchant  marine 
for  peace  and  war  purposes  has  become  a  vital  organ.  Government 
operation  makes  that  organ  a  diseased  one.  If  the  status  quo  remains, 
we  know  that  as  a  merchant-marine  power  we  shall  be  bankrupt. 

Before  the  hearing  on  the  ship  subsidy  legislation  began, 


April  4,  Senator  Jones,  chairman  of  the  Senate  commerce  com- 
mittee, announced  I  hat  wil  nesses  would  be  permitted  to  read 
their  prepared  statements  without  interruption.  He  said  repre- 
sentatives of  the  Shipping  Board,  headed  by  Chairman  Lasker, 
would  be  heard  first,  then  other  proponents  of  the  legislation 
and  then  opponents. 

The  senator  ordered  that  the  300-page  revised  study  on  ship 
subsidy  legislation,  prepared  by  the  Shipping  Board,  be  printed 
as  a  part  of  the  record.  At  that  point  Representative  Davis,  of 
Tennessee,  moved  that  the  study  originally  sent  to  members 
of  Congress  by  the  board  and  in  which  it  was  stated  that  sub- 
sidies had  not  been  effective  in  aiding  the  merchant  marine  of 
other  countries,  with  the  exception  of  Japan,  be  also  printed  in 
the  record. 

Chairman  Lasker  interrupted  to  say  that  that  study  did  not 
reflect  the  views  of  the  board,  but  simply  the  conclusions  of 
those  who  prepared  the  statement.  Senator  Jones  said  the 
original  study  would  also  be  printed  in  the  record. 

The  members  of  the  Shipping  Board  and  their  experts  were 
present.  The  first  day  was  occupied  by  Chairman  Lasker  read- 
ing his  statement. 

Coordination  between  the  Shipping  Board  and  the  Interstate 
Commerce  Commission  under  section  801  of  the  ship  subsidy 
bill  or  some  such  similar  provision  of  law  is  necessary  if  the 
United  States  is  to  have  a  successful  merchant  marine,  Chair- 
man Lasker,  of  the  Shipping  Board,  said  at  the  hearing  on  ship 
subsidy  legislation  April  5,  in  reply  to  questions  by  Represen- 
tative Briggs  of  Texas. 

"We  will  never  have  a  merchant  marine  until  these  two  de- 
partments are  coordinated,"  declared  Mr.  Lasker  with  finality. 

The  chairman  spoke  of  section  28  of  the  Jones'  merchant 
marine  act  as  an  "intricate  and  delicate"  section  in  illustrating 
the  necessity  for  cooperation  between  the  Commission  and  the 
board. 

Mr.  Briggs  read  from  the  last  annual  report  of  the  Commis- 
sion calling  attention  to  what  it  believed  would  be  the  effect  of 
the  application  of  section  28,  namely,  of  diverting  traffic  from 
one  port  to  another  with  little  or  no  gain  in  traffic  for  Amer- 
ican vessels.  At  his  request  the  Commission's  statement  was 
put  into  the  record.  He  said  he  was  in  sympathy  with  the 
principle  of  section  28  but  did  not  wish  to  see  it  applied  so  as 
to  injure  any  port. 

Mr.  Lasker  said  if  section  34,  section  28  and  section  21  of 
the  Jones'  act  were  applied,  a  merchant  marine  could  be  built 
up  without  a  subsidy. 

"Everbody  is  in  agreement  as  to  the  principles  of  these  sec- 
tions," said  he,  "but  if  it  is  going  to  hurt  a  little  bit,  they  don't 
want  them." 

He  then  declared  that  was  why  the  country  had  no  merchant 
marine  policy  and  recited  to  the  committee  the  following: 

Mother,   may  I   go  out   to  swim? 

Yes,   my  darling  daughter; 
.     Hang  your  clothes  on  a  hickory  limb, 
But  don't  go  near  the  water. 

Those  lines,  he  said,  illustrated  the  attitude  toward  the  building 
of  a  merchant  marine. 

Mr.  Lasker  referred  to  the  board's  order  requiring  the  Great 
Northern  and  the  Chicago,  Milwaukee  &  St.  Paul  to  abrogate,  by 
July  1,  their  reciprocal  traffic  agreements  with  the  Japanese 
steamship  lines.  (Section  803  of  the  proposed  law  gives  the 
board  authority  to  abrogate  such  agreements.) 

The  witness  then  told  what  Commissioner  Potter,  of  the 
Interstate  Commerce  Commission,  had  said  at  the  secret  con- 
ference held  by  the  board  with  the  representatives  of  the  trans- 
continental lines  relative  to  the  agreements.  According  to  Mr. 
Lasker,  Mr.  Potter  asserted  that  if  the  railroads  should  agree 
to  abrogate  the  agreements  and  that  such  action  resulted  in 
diminished  earnings,  he  would  feel  compelled  to  call  the  roads 
before  the  Commission  and  inquire  why  they  were  not  husband- 
ing their  resources.  The  statement  of  Mr.  Potter,  Lasker  said, 
indicated  the  need  for  cooperation  between  the  two  bodies. 

Senator  Jones  suggested  that  the  board  and  the  Commission 
rhould  appoint  a  committee  to  draft  a  substitute  for  section  801 
that  would  accomplish  the  purpose  desired.  Lasker  said  the 
section  was  drafted  to  provoke  discussion.  He  said  in  effect  that 
if  the  two  bodies  were  properly  coordinated  they  could  function 
with  the  flexibility  of  the  British  Board  of  Trade  in  developing 
*he  merchant  marine. 

Commissioner  Thompson,  of  the  board,  interrupted  to  say 
that  he  had  invited  Chairman  McChord  to  have  an  examiner  pres- 
ent at  the  hearings  with  a  view  to  having  the  two  bodies  co- 
operate on  the  proposed  legislation.  Senator  Jones  said  there 
must  be  close  cooperation  between  the  two  bodies. 

At  this  point  Representative  Davis,  of  Tennessee,  went  into 
the  report  on  ship  subsidies  which  was  printed  as  a  House  docu- 
ment and  in  which  it  was  stated  that  subsidies  had  never  been 
important  in  building  up  a  merchant  marine  with  the  exception 
of  Japan.  He  handed  the  chairman  a  letter  signed  "A.  D.  Las- 
ker," which  had  accompanied  the  report  when  it  was  sent  to 
members  of  Congress.  Lasker  said  that  was  the  first  he  had 
seen  of  the  letter,  but  that  it  was  written  and  signed  at  his  di- 
rection. After  considerable  questioning,  Lasker  said  the  report 
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would  seem  to  indicate  that  direct  subsidies  had  failed  as  often 
as  they  had  been  successful.  He  said  the  conclusions  in  the 
report  were  those  of  an  expert  who  had  prepared  it  for  the 
board. 

The  witness  appeared  to  be  nettled  by  the  questions  put  on 
the  subject,  at  one  time  asking  whether  the  representative  wished 
to  hold  him  "criminally  responsible."  He  asserted  the  members 
of  Congress  would  never  have  seen  the  document  bad  he  not 
wished  them  to  see  it.  He  said  he  had  voluntarily  sent  the  re- 
port to  Congress. 

Lasker  then  asserted  that  by  "a  subsidy  standing  alore"  and 
without  proper  "extraneous  conditions,"  the  merchant  marine 
would  never  succeed.  He  said  that  even  in  the  case  of  Japan 
the  subsidy  would  not  have  made  for  success  had  not  'he  "ex- 
traneous" conditions  been  right.  He  said  there  would  be  no  dis- 
pute as  to  that  question. 

Commissioner  Plummer.  however,  who  said  he  had  been 
studying  the  question  for  30  years,  interrupted  to  «y  that  he 
had  figures  to  show  that  in  the  case  of  France  there  was  a  pteady 
increase  in  the  business  of  the  merchant  marine  after  the  grant- 
ing of  subsidies.  He  was  interrupted,  however,  by  members  of 
the  committee  who  said  they  believed  Mr.  Lasker  should  finish 
first. 

Limitation  of  Profit* 

"I  jmitatlnn  of  profits"  under  the  proposed  ship  subsidy  legis- 
lation wax  discussed  before  the  joint  committee  April  6  by  R.  H. 
MuntcormTy  of  NPW  York,  whone  accounting  firm  had  the  Job 
of  unraveling  the  financial  records  of  the  board  whetf  Chairman 
Lasker  took  office.  He  said  In  part: 

The  allowance  of  a  net  operation  Income  of  ten  per  cent  per 
annum  Mem*  reasonable  In  view  of  the  highly  competitive  character 

verseaa  shipping  and  the  unusual  rt»k»  to  which  the  capital  em- 
ployed therein  In  subject.  This  ha*  been  one  cause  Of  the  difficulty 
In  raising  capital  for  American  (hipping  enterprise*,  if  nix  per  cent 
In  considered  a  reasonable  return  on  capital  Invested  In  railroads  and 
pnhllr  utilities  which  are  monopolistic  In  character  and  whose 
earnings  are  subject  to  far  less  fluctuation,  a  minimum  of  ten  per 
would  appear  to  be  a  fair  return  on  capital  employed  In  the 
hazardous  business  of  overseas  shipping. 

It  Deems  reasonable,  to  require  that  companies  having  net  oper- 
ating Income  In  excess  of  ten  per  cent  shall  return  to  the  Govern- 
ment one-half  of  such  excess  up  to  th«  smount  of  the  direct  aid.  A 
,.-.|<iir.-m<-nt  of  thl*  character  rhould  not  deaden  the  Initially  and 

•prise  of  shipping  companies,  since  the  few  companies  to  which 
»uch  a  restriction  would  apply  would  still  have  sufficient  Incentive  to 
put  forth  their  best  efforts. 

In  this  connection  It  Is  Interesting  to  note  that  a  similar  pro- 
vision was  made  In  an  early  contract  between  the  British  Government 
•  m  Packet  Company,  and  that  France,  the 

-rtands.  Norway.  Austria,  and  Hungary  have  made  similar  stipu- 
lations In  their  subsidy  legislation. 

Any  plan  for  the  support  of  the  American  merchant  marine  should 
provide  aid  only  when  aid  Is  necessary,  and  nhould  be  flexible  enough 
to  withhold  aid.  In  whole  or  In  part,  when  shipping  companies  earn 
more  than  10  per  cent  on  their  capital  Invested  In  ships  and  facilities. 


'  \T  as  possible.  It  la  desirable  to  obtain  the  assist- 
sary  to  establish  an   American   merchant   marine  by   Indirect  methods 
as  herein    proponed.      However.    It    Is   evidently    Impossible   to  evaluate 


lo   estimate   closely    the    effects   of  a    new    tar  .        t    seems 

cessary,   therefore,   to  provide.   In  addition   to  the  several  meanure* 

Indirect  aid,  specified  direct  aid.  which  will  be  paid  as  earned,  hut 

hich    win   be    nuhject    to   adjustment   and    to    refund    to    the    fnlted 


the  effects  of  these  aid*  In  the  same  degree  that  It  Is  Impos- 
mhle  to  estimate  closely  the  effects  of  a  new  tariff  hill.  It  *eem* 
necessary 

of  ind 

States.  should  the  "experience  of  any  owner  during  any  year  prove 
theae  direct  aids  to  be  unnecessary  to  permit  him  to  earn  an  adequate 
return  on  his  Invested  capital.  By  adequate  return  I*  Intended  one 
that  la  *iifflclent  to  make  the  shipping;  business  an  attractive  one  and 
to  draw  to  It  the  capital  necessary  for  Its  development. 

It  Is  recognised  that  no  method  of  supervision  Is  desirable  which 
Imposes  upon  the  Shipping  Board  or  any  other  branch  of  the  Gov- 
ernment the  burden  of  an  Independent  audit  of  the  accounts  of  the 
shipowners,  or  Imposes  on  owners  the  burden  of  complicated  addl- 
tlonal  accounting  and  audit.  At  the  present  time  the  Investment  of 
owners  has  been  determined  and  the  gross  and  net  Income  of  all  fhlp 
operators  Is  being  audited  by  the  Bureau  of  Internal  Revenue  of  the 
Treasury  Department.  The  Shipping  Board  can  establish  a  few  basic 
principles  upon  which  to  make  the  audit  of  Income  tax  returns,  at 
practically  no  additional  expense  to  the  Government  or  additional  an 
n  the  owners. 

In  view  of  the  great  Importance  of  this  nubject  snd  of  the  urgent 
need  for  a  strict  administration  of  the  provlnlor.s  governing  the  limi- 
tation of  annual  net  earnings  In  excess  of  10  per  cent.  It  Is  thought 
...IvUable  to  state  In  detail  the  points  which  should  be  covered  In  the 
legislation  and  regulations  applying  to  the  proposed  limitation  on 

earnings- 

The  owner's  actual  Investment  In  ships  and  facllltle*  nhill  >•• 
deemed  to  be  the  value  heretofore  determined  for  e%rcns  profits  tax 
purposes  plus  actual  cost  of  new  ship*  and  facllltle*,  .-ml  upon  thin 
value  he  ahalt  be  allowed  in  per  cent  per  annum.  (iro*s  earnings 
will  be  determined  from  nhlpn  and  facilities  Included  an  Invented  cap- 
ital and  will  Include  the  aid  received  from  the  I'nlted  State*.  The 

;<  tlons  will  Include  depreciation,  all  operating  expense*  and  a  fair 

head  expense:  federal  Income  tax  will  not  be  Included  a*  a  '!• 
durtlon.  The  deduction*  and  an  amount  equal  to  10  per  cent  of  the 
investment  capital  will  be  added  together  and  subtrictrd  from  the 
gross  Income.  The  excess  of  gross  earning  over  deduction*  and  10 
of  Invented  capital.  If  any.  will  !»•  divided  ..|u,.lly  t»  twcen 
the  Government  and  the  »hlp  operator.  The  maximum  amount  to  be 
paid  hack  to  the  Treasury  will  be  a  sum  equal  to  the  amount  of  direct 
aid  received.  Above  that,  the  owner  retain*  all  of  the  earning*. 

Owner*  who  are  not  primarily  In  the  shipping  business  rnnv  >•!>  <•( 
or  may  be  compelled  to  substitute  for  net  Income  as  above  determined. 
a  fair  stated  annual  net  in<-»m>-  based  on  going  charter  party  rate* 
for  similar  vensela. 

Capital  Investment  Is  to  he  determined  In  the  *ame  manner  as 
was  provided  for  determining  invested  capital  for  excen*  profit*  tnx 
purposes  prior  to  192Z  The  banls  Is  cost  less  depreciation:  It  does 

include  appreciation.     Net  Income  In  penerally  determined  a*  pro- 
law    exrept    th>.  '     ••tlnns    will    lie    til"*'- 

•  rly  apr/llrahle  to  the  shipping  business  and  facilities  upon  which 
Invested  capital  Is  figured. 


Collections,  reassessments,  audits,  etc.,  are  to  be  conducted  by 
the  Bureau  of  Internal  Revenue  at  the  same  time  and  In  the  same 
manner  as  in  Income  tax  procedure. 

Mr.  Montgomery  then  gave  additional  details  which  he  said 
Ahould  be  covered  in  the  regulations.  He  was  examined  by 
Representative  Briggs,  who  evidently  intended  by  his  questions 
to  develop  that  if  the  regulations  were  administered  by  the 
Treasury  department  there  would  be  great  delay.  The  witness 
said  if  the  Treasury  was  "four  years,  five  months  and  1  day" 
behind  now  it  would  only  be  "four  years,  five  months  and  2 
days"  behind  after  the  additional  duties  under  the  subsidy  bill 
were  given  to  it. 


SHIPPING  BOARD  WANTS  MEAT  TRAFFIC 

It  has  become  known  that  the  officials  of  the  shipping  board 
have  issued  instructions  to  their  Chicago  representatives  to 
make  demands  on  the  large  packers  for  a  part  of  the  tonnage 
already  contracted  to  the  Holland-American  line.  The  plea  was 
that  the  packers  ought  to  ship  at  least  30  per  cent,  of  their  ton- 
nage In  Shipping  Board  vessels  on  purely  patriotic  grounds, 
disregarding  the  fact  that  the  rates  on  the  goods  thus  shipped 
would  be  33%  per  cent  higher  than  the  rate  in  the  contract 
which  they  were  asked  to  abrogate  in  part. 

The  packers'  contracts  with  the  Holland-American  came  as 
a  result  of  the  offer  made  by  that  company  to  carry  goods  to 
Rotterdam  and  Hamburg  for  a  rate  of  25  cents,  providing  the 
contracts  were  signed  within  a  limited  time. 

Pressure  was  then  brought  to  bear  on  some  of  the  United 
Kingdom  lines  to  reduce  rates  so  as  to  reestablish  the  old  pre- 
war relationship  between  the  United  Kingdom  and  Continental 
provision  rates.  The  Reardon-Smith  Line  finally  agreed  to  ac- 
cept the  shipments  of  two  of  the  packers  at  a  rate  of  40  cents. 
A  bulletin  to  this  effect  sent  out  by  the  Institute  of  American 
Meat  Packers  fell  into  the  hands  of  some  of  the  board  officials 
and  resulted  in  the  above  described  call  on  the  patriotism  of  the 
shipper*. 

It  has  also  been  reported  that  a  representative  of  one  of  the 
packers  was  severely  arraigned  by  board  officials  on  account  of 
lack  of  patriotism  in  daring  to  ask  for  a  settlement  on  some 
$50,000  worth  of  unpaid  claims. 


SHIPPING  BOARD  LOSS 

Tki   Traffic   World   U'ashtngton  Bureau 

The  operating  department  of  tlfe  United  States  Shipping 
Board  Emergency  Fleet  Corporation  lost  $3.089.459  in  the  month 
of  February,  according  to  a  statement  made  by  A.  D.  Lasker, 
chairman.  He  pointed  out  that  this  figure  did  not  cover  any- 
thing for  depreciation  and  interest  and  also  that  it  might  be 
found  that  the  loss  was  about  $400,000  greater  due  to  the  fact 
that  part  of  the  total  loss  was  based  on  estimates. 

The  loss  In  January  was  $3,445,449.  The  loss  in  February 
was  the  lowest  since  Chairman  Lasker  took  office  last  June. 
At  that  time,  he  said,  the  losses  were  running  from  $10,000,000 
to  $12,000,000  a  month.  He  said  the  way  the  board  had  bom 
managed  under  the  Harding  administration  was  one  of  the  great- 
est accomplishments  of  that  administration. 

The  board  lost  $593,290  on  voyage  operations  in  February, 
there  being  400  ships  In  operation.  Tankers  made  a  profit  of 
$534,000,  Mr.  Lasker  said.  Charter  hire  earned  $65,000;  repairs 
cost  $1.050.000;  Insurance  premiums.  $320,355;  lay-up  expenses, 
$413.076;  salaries  and  wages,  $477,546;  and  general  expenses, 
$300,601. 

Mr.  I^asker  said  the  board  was  not  keeping  up  repairs  of 
ships  as  It  should  and  that  If  losses  were  further  reduced,  the 
nl  could  make  use  of  the  difference  in  making  repairs.  He 
said  the  board  was  covering  all  routes,  that  vessels  were  moving 
promptly  on  schedule,  and  that  claims  were  being  adjusted  as 
quickly  as  by  private  operators. 

REGULATION  OF  DECK  LOADS 

Thr   Traffic   World   Washington  Bureau 

"The  proposal  of  foreign  maritime  powers  for  the  limita- 
tion or  total  prohibition  of  deck  cargoes,  and  the  establishment 
of  the  an  international  load  line,  Is  of  the  greatest  importance 
to  American  shipping."  says  a  statement  issued  by  the  Inter- 
national Labor  office  In  Washington. 

"According  to  dispatches  received  from  Geneva,  Switzer- 
land, by  Ernest  Greenwood,  American  correspondent,  of  the 
International  Labor  office,  representatives  of  foreign  govern- 
ments, shipowners  and  seamen  on  the  joint  maritime  commis- 
sion of  the  Internatinnal  Ijibor  organization,  are  in  unanimous 
agreement  as  to  the  need  of  international  action  in  the  matter. 
Whether  this  action  will  take  the  form  of  regulations  based  on 
the  present  Hritlnh  rules,  as  is  desired  by  the  seamen,  or 
whether  modified  regulations  will  be  adopted,  as  the  shipowners 
prefer,  remains  to  be  settled.  It  Is  said  that  a  radical  diver- 
gence of  opinion  also  exists  among  the  delegates  as  to  whether 
regulations  should  authorize  specific  rules  restricting  the  height 
and  weight  of  deck  cargoes,  or  whether  they  should  permit  the 
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certification  of  vessels  as  fit  for  the  carriage  of  deck  cargoes, 
according  to  type,  and  with  or  without  a  special  load  line. 

"It  is  contended  by  the  seamen's  organizations  that  many 
lives  have  been  lost  and  many  men  injured  at  sea  each  year  by 
the  carriage  of  deck  cargoes.  It  is  the  hope  of  the  seamen  to 
have  the  British  regulations  used  as  a  basis  in  the  adoption  of 
international  regulations.  On  the  other  hand,  the  opinion 
seems  to  prevail  among  shipowners  and  shippers  that  the  Brit- 
ish regulations  are  too  stringent  and  that  elasticity  might  use- 
fully be  introduced  into  the  rules.  The  shippers  point  out  cer- 
tain anomalies  arising  out  of  the  strict  application  of  the  Brit- 
ish rules,  and  mention  two  specific  cases,  one  the  case  of  a 
turret-deck  ship  which  could  only  be  safely  sent  to  sea  with  a 
deck  cargo;  the  second  case  was  that  of  a  ship  being  penalized  at 
Hamburg  for  being  insufficiently  loaded,  owing  to  her  having 
rejected  a  deck  cargo  in  America,  because  of  the  penalties  she 
would  incur  in  Great  Britain  for  overloading.  . 

"This  is  the  first  time  the  question  has  been  discussed  by 
both  shipowners  and  seamen.  It  has  long  been  a  matter  for 
discussion  among  shipowners,  conferences  having  been  held  at 
Paris  in  May,  1921,  at  Madrid  in  October,  1913,  and  at  the 
Hague  in  August,  1921.  The  seamen  themselves  have  gone  into 
the  matter  at  meetings  at  Washington  and  Antwerp. 

"The  present  joint  conference  is  made  possible  by  the 
establishment  of  the  Joint  Maritime  Commission  by  the  Interna- 
tional Labor  organization,  an  autonomous  association  of  54  na- 
tions established  under  the  peace  treaty  at  Versailles.  The 
present  negotiations  involve  Belgium,  Japan,  Great  Britian, 
Sweden,  Canada,  France,  Italy,  Norway  and  Germany,  these 
countries  being  represented  on  this  commission." 


The  amortization  claims  amount  to  approximately  $8,000,000 
and  involve  70  wooden  shipbuilders. 

As  a  result  of  the  principle  contained  in  the  resolutions, 
the  Board  will  not  be  called  upon  to  pay  more  than  approxi- 
mately $1,000,000,  if  the  shipbuilders  accept  its  ruling. 

The  shipbuilders  claim  that  they  were  verbally  assured  that 
they  would  be  given  a  sufficient  number  of  contracts  to  enable 
them  to  come  out  whole  in  amortizing  their  plants.  This  the 
board  denied  and  produced  witnesses  to  substantiate  its  refuta- 
tion of  this  declaration  on  the  part  of  the  claimants. 


VESSELS  NAMED  FOR  PRESIDENTS 

The  Traffic   World   Washington  Bureau 

The  combination  cargo-passenger  vessels  of  the  Shipping 
Board,  known  as  the  "535's"  and  the  "502's,"  will  be  renamed 
after  the  presidents  of  the  United  States,  with  the  exception 
of  the  Southern  Cross,  Pan-America,  Western  World  and  Amer- 
ican Legion,  which  are  in  the  South  American  trade.  The 
Leviathan  also  will  be  renamed  and  it  probably  will  be  christened 
the  "Abraham  Lincoln." 

Chairman  Lasker  said  vessels  would  be  named  after  Presi- 
dent Harding,  Woodrow  Wilson,  Roosevelt,  Jefferson,  McKinley, 
Cleveland,  Jackson,  and  Lincoln.  The  George  Washington,  one 
of  the  former  German  vessels,  will  keep  that  name.  There 
are  18  ships  to  be  named.  The  board  first  named  the  combina- 
tion vessels  after  certain  states,  calling  them  the  Keystone, 
etc.  These  names  were  objected  to  by  many  persons,  the  chair- 
man said,  and  the  decision  to  rename  the  ships  resulted. 

The  board  has  given  instructions  to  W.  H.  Gibbs,  in  charge 
of  the  reconditioning  of  the  Leviathan,  to  prepare  plans  for  the 
reconditioning  of  the  Agamemnon  and  the  Mt.  Vernon,  two 
former  German  vessels.  Mr.  Lasker  said  if  the  cost  were  as 
high  as  preliminary  estimates  indicated,  the  vessels  would  not 
be  reconditioned.  Weather  conditions  permitting,  the  Leviathan 
was  to  be  moved  to  Newport  News,  Va.,  from  New  York  harbor 
April  9. 

FLEET  CORPORATION  BRANCH  OFFICES 

The  Traffic  World  Washington  Bureau 

W.  J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion in  charge  of  traffic,  this  week  announced  the  appointment 
of  Louis  F.  Klein  as  Washington  manager  of  Fleet  Corporation 
branch  offices  which  will  be  opened  in  the  next  six  weeks  at 
Chicago,  Cincinnati,  Memphis,  Minneapolis,  Kansas  City,  and 
Detroit.  Mr.  Love  said  Mr.  Klein  had  had  long  traffic  experi- 
ence, having  served  with  the  Illinois  Central,  Seaboard,  Union 
Pacific  and  Western  Maryland.  Recently  he  has  been  employed 
in  Brazil.  The  head  of  each  branch  office  will  have  a  certain 
defined  territory  and  will  call  on  all  exporters  and  importers 
in  that  territory.  He  will  not  book  cargoes  but  will  put  the 
shippers  in  touch  with  American  flag  vessels  operated  either  by 
Shipping  Board  operators  or  private  operators,  Mr.  Love  said. 
The  branch  heads  also  will  keep  in  touch  with  commercial  and 
trade  bodies.  The  district  managers  have  not  been  selected. 


CLAIMS  OF  WOODEN  SHIP  BUILDERS 

The  Traffic  World  Washington  Bureau 

Under  resolutions  adopted  by  the  Shipping  Board,  settle- 
ments with  wooden  ship  builder  claimants  on  account  of  can- 
celled contracts  will  be  made  on  a  basis  of  $7,000  for  amortiza- 
tion and  $8,000  for  profit,  per  vessel,  on  all  new  contracts 
executed  by  the  board,  according  to  an  announcement  by  Elmer 
Schlesinger,  chief  counsel.  Said  he: 

"This  involves  approximately  80  vessels.  In  cases  where 
a  vessel  was  partially  completed  the  shipbuilder  will  be  allowed 
$7,000  for  amortization  and  a  proportionate  amount  of  the 
$8,000  allowed  for  profits,  according  to  the  amount  of  work 
completed  on  the  vessel. 


ST.  LAWRENCE  CANAL  TREATY 

The  Traffic   World   Washington  Bureau 

President  Harding  expects  soon  to  initiate  diplomatic  nego- 
tiations looking  to  the  making  of  a  treaty  whereby  the  proposed 
canalization  of  the  St.  Lawrence  River  so  as  to  afford  a  water- 
way for  ocean-going  boats  from  and  to  the  Great  Lakes  ports 
may  be  undertaken.  At  the  White  House  it  was  said  that  the 
question,  for  a  long  time,  has  been  as  to  the  most  seemly  way 
to  go  about  the  matter,  the  conclusion  that  a  treaty  on  the  sub- 
ject would  be  necessary  being  the  conclusion  reached. 

Necessarily  the  negotiations  will  have  to  be  between  the 
State  Department  and  the  British  embassy  but,  inasmuch  as 
Canada  has  a  large  measure  of  control  over  her  relations  with 
the  United  States,  it  is  suspected  that  Canadians  and  Americans 
will  be  the  ones  whose  ideas  will  finally  be  incorporated  in  the 
treaty  President  Harding  thinks  will  be  necessary  as  the  first 
step  toward  the  execution  of  the  plan  for  construction  that  may 
be  agreed  on. 

When  the  President  lays  a  treaty  on  the  subject  before  the 
Senate  the  question  as  to  whether  the  United  States  should  back 
the  enterprise  will  be  before  that  body.  Ratification  of  the  treaty 
would  bind  the  United  States  to  the  construction  of  a  waterway 
but  only  Congress  could  make  appropriations  which  would  put 
the  endorsement  of  the  United  States  into  concrete  and  tangible 
form,  in  the  event  private  capital  for  the  enterprise  could  not 
be  enlisted  under  some  plan  providing  for  such  construction. 


EQUALIZATION  PLAN  BLOCKED 

The   Traffic   World   Washington  Bureau 

In  I.  and  S.  No.  1511  (See  Traffic  World,  April  1,  p.  705),  the 
Commission,  temporarily,  at  least,  blocked  the  effort  of  the 
Southern  Pacific-Atlantic  Steampship  lines  to  equalize  rates 
from  New  York  piers  via  Galveston  with  rates  from  Chicago  to 
destination  on  the  Southern  Pacific  and  the  Northwestern  Pa- 
cific in  Arizona,  California,  Nevada,  New  Mexico,  Oregon,  and 
Utah,  by  suspending,  from  March  31  to  July  29,  schedules  pub- 
lished in  supplements  Nos.  27,  29  and  31,  to  Countiss'  I.  C.  C. 
No.  1089,  F.  S.  Davis'  I.  C.  C.  No.  A-52,  and  Kelly's  I.  C.  C.  No 
1084.  A  hearing  in  the  matter  will  be  held  in  Chicago  April  14. 

The  Chicago  Association  of  Commerce  protested  the  supple- 
ments on  the  ground  that  the  rates  would  be  violative  of  the 
Commission's  transcontinental  decisions.  Other  shippers  and 
associations  joined  in  the  protest  on  the  ground  that  the  equali- 
zation of  rates  from  New  York  and  Chicago  would  be  discrimi- 
natory. The  schedules  provide  for  reductions  on  ammunition 
and  gun  implements  from  225  to  192  cents;  preserves  and  table 
sauces  from  258%  to  225%;  canned  goods  from  182%  to  150; 
and  green  coffee  from  192  to  158%. 


TRAFFIC  THROUGH  SUEZ  CANAL 

The  Department  of  Commerce  reports  that  the  total  net 
tonnage  of  vessels  in  transit  through  the  Suez  Canal  in  1921 
was  18,118,999 — an  increase  of  544.000  tons  over  1920,  although 
there  was  a  decrease  of  34  in  the  number  of  vessels.  The 
increase  in  tonnage  is  due  to  the  fact  that  big  liners,  used  as 
transports  during  the  war,  were  later  repaired  and  returned  to 
their  old  routes. 

Traffic  through  the  canal,  however,  was  still  below  the  pre- 
war level,  the  net  tonnage  in  1913  having  been  20,034,000. 

With  the  exception  of  American  and  Japanese  shipping,  all 
nationalities  showed  an  increase  in  the  number  and  tonnage  of 
ships  passing  through  the  canal  in  1921,  as  compared  with  1920. 

Of  the  147  American  ships  passing  through  the  canal 
during  1921,  111  entered  the  port  and  registered  at  the  Amer- 
ican consulate.  Of  the  latter  number,  27  were  eastbound  and 
carried,  for  the  most  part,  general  cargo  or  petroleum  prod- 
ucts; 84  were  westbound,  59  carrying  general  cargo,  9  wheat, 
and  4  benzine. 

During  1921  foreign  ships  bound  for  United  States  ports  via 
the  Suez  Canal  numbered  164,  of  which  119  were  British,  29 
Japanese,  14  Dutch  and  2  Swedish.  In  addition,  46  foreign  ships 
cleared  for  Manila,  of  which  30  were  British,  12  Dutch  and  4 
Spanish.  England  maintained  an  average  of  10  ships  per  month 
from  the  Far  East  to  the  United  States,  while  Japan  had  an 
average  of  2%  ships  per  month,  and  Holland  1.  Regular  serv- 
ices to  Manila,  via  Suez,  are  maintained  by  British,  Dutch  and 
Spanish  ships. 
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Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter*  and   Digest!  of  National   Reporter 
Syttem.  Published  by  West  Publishing  Co..  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Bills  of   Lading   Held   Straight   Bills: 

(Supreme    Court.    Appellate     Division.    First     Department.) 
Where  steamship  bills  of  lading  provided  for  delivery  lo  persons 

named  "or  order."  and  there  was  evidence  that  the 

failure  to  fill  the  blank  made  them  straight  bills  of  lading  as 
distinguished  from  order  bills,  they  must  be  regarded  as  straight 
bills  of  lading.-  Dwane  n.  Weil  et  al..  1!»1!  X.  V.  S.  393. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

•  Digests  taken  from  Reporters  and  Digests  of  National   Reporter 

System   published  by  West  Publishing  Co  .  St    Paul.  Minn 

Copyright  by  Wo*  Publishing  Co.) 


LOSS   OF    OR    INJURY   TO   GOODS 

Where    Bill    of    Lading    Excused    Carrier    from    Liability    Except 

as   Warehouseman   48   Hour*  After   Notice,  Time   Runs  from 

Receipt  of   Notice: 

(Si;  iurt  of  Mississippi.  Dhisinn  A)  Where  a  bill 

of  lading  provides  "for  loss,  damage  or  delay,  caused  by  fire 

it-ring  48  hours  (exclusive  of  legal  holidays)  after  notice 
of  arrival  of  the  property  at  destination  has  been  duly  sent  or 
given,  the  carrier's  liability  shall  be  that  of  warehouseman 
only,"  the  d  hours  does  not  begin  until  the  receipt  by  the 
con-  i he  notice.  Illinois  Cent  K.  Co.  vs.  Shaw,  90  So. 

Consignee's    Request   to    Mail    Notice   of   Arrival   of   Goods   Held 
Not   to   Make   Postal    Department  Consignee's   Agent: 
A  request  of  the  carrier  by  a  <  to  mall  to  him  the 

notice  of  the  arrival  of  goods  provided  for  In  the  bill  of  lading 
on  which   they  were  shipped  doe*  not   make  the  postal  depart- 
ineni   the  <<mslgnee's  agent  for  the  receipt  of  the  notice.     Ibid. 
Verdict  that  Shipper  Was  Not   Entitled  to  Penalty  Where  Find- 
ing on   Another   Issue   Entitled  Him  Thereto  a*  a   Matter  of 
Law   Properly   Set  Aside: 

(Supreme  Court  of  North  Carolina.)  In  action  for  damage 
to  shipment  and  for  penalty  for  delay  In  payment  of  damage 
claimed  under  C.  S.  sec.  S524.  the  action  of  the  court  in  setting 
aside  a  second  special  verdict  that  plaintiff  was  not  entitled 

.n  answer  to  first  Issue,  the  jury 

found  the  full  amount  of  the  damage  claimed  had  been  sus- 
tained, since  the  plaintiff's  right  to  the  penalty  followed  as  a 
matter  of  law  the  finding  the  plaintiff  had  sustained  the  damage 
claimed,  and  the  court  would  have  been  warranted  In  adding 
the  penalty  to  the  amount  of  such  damage  without  submitting 
the  issue.  Mussey  et  al.  vs.  Atlantic  Coast  Une  R.  Co.  ll» 
S.  K  Uep.  599. 

Party   Paying   Draft   Attached   to   Bill   of   Lading  "Order   Notify" 
Acquired   Right   of  Consignor  to   Sue  for   Damage: 
(Supreme   Court    of   North  Carolina  )      I'nder   C.   S.  sections 
290.  313.   ::::.  one  paying  draft  attached   to  a  bill  of  lading  Tor 
•nent    made   "<•  ,fy"   acquires    all    the   rights    « 

tnur  In  regard  to  damage  to  the  shipment  in  transit,  and 
may  maintain  any  action  against  the  carrier  for  all  damages 
to  the  shipment  while  in  transit.  Watts  et  al.  vs.  Norfolk 
Southern  K  Co..  110  S.  K.  Hep.  582. 

DELAY  IN  TRANSPORTATION  OR  DELIVERY 

Whether    Delay    in    Delivery     to     Consignee    of    Goods    Shipped 
Freight    Prepaid,    But    Held    for    Charges    by    Mistake,    Was 
So  Unreasonable  a*  to  Render  Carrier  Liable  Held  for  Jury: 
(Kansas    city    Court    of    Appeals,    Missouri.)     In    action    by 
shipper  who  prepaid  the  freight   for   refusal   to  deliver  to  con- 
signee   without    payment    of    charges,    whether    12    days'    delay 
after   arrival   of  goods   before    they    were   offered    to   consignee 
on  discovery  of  a  mistake  as  to  the  charges  was  so  unreason 
able  as  to  render  carriers  liable  to  the  -hipper  held  for  the  Jury. 
-  Russell   C.raln   Co.   vs.   Chicago  (li-.r    Western    H.   Co.   et   al., 
237  8.  W.   Kep.  159. 

Refusal  to  Submit  Issue  as  to  Whether  Consignee's  Refusal  of 
Goods,  Was  Because  of  Quality  or  Because  of  Demand  for 
Freight  Charges  Held  Error: 

In   action    by   shipper   who   had    prepaid    the   freight    against 

railroads  for  refusal  to  deliver  good-'  to  shipper's  huyer  without 

payment    of    freight    charges.    In    which    railroads    claimed    the 

latter    refused    the    goods    because    of    inferior    quality,   and    not 

•  use  of  railroads'  demand   for   p:i>m<  nl   of  charges  and   con- 


sequent  delay  until   railroads'  discovery  of  the  mistake,  it   was 
error  to  refuse  an   instruction  submitting  such  issue. — Ibid. 
Verdict  for  Plaintiff  in  Action  Against  Two  Defendants  Without 
Specifying    Against    Whom    Verdict    Is    Rendered    Held    In- 
sufficient: 

In  action  against  two  defendants,  verdict  that  "We,  the 
jury,  find  the  issues  for  plaintiff,  and  do  assess  his  damages 
at"  specified  amount,  held  insufficient  under  Rev.  St.  1919,  sec. 
1528,  to  support  a  judgment  against  both  defendants,  in  that 
in  failed  to  specify  whether  the  verdict  was  against  one  or 
against  both  of  the  defendants. — Ibid. 

CARRIAGE    OF    LIVE    STOCK 

No    Dismissal    for   Failure   to    File   Brief   Where    Appellee    Not 
Injured: 

(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)  An  ap- 
peal will  not  be  dismissed  for  delay  in  filing  briefs  where  ap- 
pellee had  nine  days  before  submission  in  which  to  prepare 
their  briefs,  and  they  could  have  easily  answered  appellee's 
brief  in  four  or  five  days.— St.  Louis.  B.  &  M.  Ry.  Co.  et  al. 
\s  Fi  easier  et  al..  237  S.  W.  Hep.  344. 

Statement    of    Facts    Will     Not    Be    Stricken    Where    Matter    in 
Dispute   Embodied  in   Bill  of  Exceptions: 
A  statement  of  facts  will  not  be  stricken  on  appeal  because 
of  erasures  and   interlineations  claimed  to  have  been  made  be- 
fore approval  by  the  trial  court  where  the  matter  erasured  was 
embodied   in  a  bill   of  exceptions  signed  by  the  trial  judge  on 
the  s'ame  date  the  statement  of  facts  was  filed. — Ibid. 
Price    Paid   for   Cattle    at    Point   of   Shipment    Immaterial   as   to 
Market  Value  at  Destination: 

In  a  shipper's  action  for  damages  to  live  stock  because  of 
delay,  evidence  as  to  what  plaintiffs  paid  for  the  cattle  at  the 
point  of  shipment  was  inadmissible  as  having  no  bearing  on 
the  market  value  at  destination. — Ibid. 

If    Size   of    Verdict    Indicated    that    Trial    Judge    Considered    Im- 
proper   Testimony,    Usual    Presumption    Does    Not    Prevail: 
While  it  will  usually  be  presumed  in  a  trial  before  a  judge 
that    he   eliminated    Improper   evidence   and    decided    the   cause 
on   legal   «  \  ietice.  If  It   Is  clear  from   the  size  of  the  Judgment 
and   the  scarcity  of  evidence  outside  of  the  improper  evidence 
that    the   improper  evidence   found   a   lodgment   in   the  mind   of 
the  judge,  and  influenced  his  action,  the  cause  will  be  reversed. — 
Ibid. 

Witnesses    Should    Give    Grounds    for    Estimate    as    to    Loss    of 
Weight  of  Cattle  Shipped: 

In  action  for  damages  to  shipments  of  cattle,  witnesses 
should  not  be  permitted  lo  make  wild  guesses  as  to  loss  of 
weight,  but  should  be  required  to  give  the  grounds  on  which 
tliey  base  their  estimate.— Ibid. 

Evidence   a*  to  the   Time    Required  to   Ship   Cattle   Over   Other 
Lines  Inadmissible  in  Action  for  Delay: 
In  a  shipper's  action  for  damages  to  a  shipment  of  cattle 
through  delay,  evidence  as  to  the  time  it  would  have  taken  to 
ship   the   cattle   by   another   route   over  other   lines   than   those 
of  the  defendant  was  Inadmissible.— Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 


(Ds 


bsWsad  by 
Copyrigh 


Reporters  and  Digests  of  National  Reporter 
'   r  West  Publishing  Co  .  St.  Paul,  Minn, 
t  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 
Abandonment   of    Road    Not    Ground    for    Recovery    of    Damages 

by  Individual: 

(Supreme  Court  of  Montana.)  Though  a  mining  company 
•  located  on  a  railroad  may  have  the  right  by  mandamus  or 
Injunction  to  compel  the  operation  of  the  railroad,  it  has  no 
right  of  action  for  damages  arising  from  abandonment  of  the 
railroad  and  the  tearing  up  of  the  track.  In  the  absence  of  an 
express  contract.— Helena  &  Livingston  Smelting  &  Reduction 
Co.  et  al.  vs.  Northern  Pac.  Ry.  Co..  204  Pac.  Rep.  370. 
Abandonment  of  Road  Held  Not  a  Special  Injury  to  Mine  Owner: 

A  mining  company  had  no  special  Interest  which  would 
entitle  it  to  damages  for  abandonment  of  a  branch  railroad  by 
reason  of  the  fact  that  it  had  constructed  and  maintained  a 
switch  track  at  Its  own  expense,  though  the  branch  was  con- 
structed specially  to  serve  such  mining  company. — Ibid. 
Jurisdiction  First  to  Attach  Is  Exclusive: 

(Court  of  Appeals  of  District  of  Columbia.)  Where  another 
federal  court  had  obtained  jurisdiction  over  a  suit  to  determine 
which  of  two  railroads  was  entitled  to  a  fund,  that  jurisdiction 
Is  exclusive,  and  the  District  of  Columbia  courts  will  not  enter- 
tain oertiorarl  to  compel  the  Interstate  Commerce  Commission 
to  credit  the  amount  of  that  fund  as  part  of  the  operating  reve- 
nue of  one  of  the  railroads,  in  determining  the  compensation 
to  which  It  was  entitled  while  under  federal  control,  which 
would  Involve  the  determination  of  the  right  of  that  railroad  to 
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the  fund. — Detroit  &  T.  S.  L.  R.  Co.  vs.  Interstate  Commerce 

Commission,  277  Fed.  Rep.  538. 

Certiorari    Not    Issued    to    Review    Decisions    of    Administrative 

Body  Within  Jurisdiction: 

Certiorari  will  not  issue  to  an  administrative  office  or  body 
to  review  a  decision  in  a  matter  over  which  the  office  or  body 
had  jurisdiction. —  Ibid. 
Decision  of  Right  to  Deduct  from  Operating  Income  Held  Within 

Interstate    Commerce    Commission's    Jurisdiction: 

Under  act  March  21,  1918,  sec.  1  (Comp.  St.  1918,  Compt. 
St.  Ann.  Supp.  1919,  sec.  3115%a),  making  it  the  duty  of  the 
Interstate  Commerce  Commission  to  ascertain  the  average  an- 
nual operating  income  on  which  the  compensation  of  a  railroad 
during  federal  control  was  to  be  based,  it  was  necessary  for  the 
Commission  to  determine  what  items  should  be  included  in 
the  income,  and  a  decision  deducting  from  the  income  the  item 
in  controversy  was  within  its  jurisdiction,  and  not  reviewable 
by  Certiorari. — Ibid. 

Certiorari  Does  Not  Issue  to  Review  Decision  of  Interstate  Com- 
merce Commission: 

A  writ  of  Certiorari  should  not  issue  to  review  a  decision 
of  the  Interstate  Commerce  Commission,  even  if  such  decision 
was  beyond  its  jurisdiction,  especially  when  the  Commission's 
action  was  not  final  under  the  statute. — Ibid. 
Interstate  Commerce  Commission  Is  Required  to  Allow  Com- 
pensation for  Services  Performed  by  Shipper: 
(Court  of  Appeals  of  District  of  Columbia.)  Under  the 
amendment  to  interstate  commerce  act,  sec.  15,  by  act  June 
29,  1906,  sec.  4  (Comp.  St.,  sec.  8583),  providing  for  compensa- 
tion to  the  owner  of  property  transported  for  service  rendered 
by  such  owner,  the  owner  of  the  goods,  who  loaded  them  into 
the  cars,  though  the  loading  was  included  in  the  services  for 
which  the  tariff  rate  was  fixed,  is  entitled  to  reasonable  com- 
pensation for  such  services,  even  though  the  agreement  it  should 
load  the  goods  was  for  the  mutual  benefit  of  the  owner  and 
the  carrier,  and  the  statute  requires  the  Commission  to  fix  a 
reasonable  allowance  for  such  services,  and  was  not  intended 
merely  to  prohibit  an  excessive  allowance. — United  States  ex 
rel.,  Members  of  Waste  Merchants'  Assn.  of  New  York,  Volun- 
tary Assn.  vs.  Interstate  Commerce  Commission,  277  Fed.  Rep. 
538. 

Allowance  for  Shipper's  Services  Cannot  Be  Denied  in  One  Case 
and  Allowed  in  a  Similar  Case: 

Since  reasonable  compensation  by  a  carrier  to  a  shipper 
for  legitimate  services  rendered  by  the  shipper  is  not  a  rebate 
or  discrimination,  the  Interstate  Commerce  Commission  may 
not  allow  compensation  for  such  services  in  one  case,  and  with- 
hold it  in  another  case,  where  similar  services  have  been  per- 
formed, for  such  a  course  would  constitute  discrimination. — Ibid. 
Shipper's  Service  in  Loading  Held  Bona  Fide: 

The  test  of  the  right  of  a  shipper  to  compensation  for  serv- 
ices rendered  is  whether  there  was  a  reasonable  and  proper 
basis  for  the  performance  of  the  services,  and  there  was  such 
basis  when  the  shipper  loaded  goods  which  it  was  the  carrier's 
duty  to  load  under  its  published  tariff,  on  the  carrier's  sugges- 
tion that,  because  of  labor  shortage  due  to  the  war,  there  would 
otherwise  occur  delay  in  loading. — Ibid. 

Mandamus  Lies  to  Compel   Interstate  Commerce  Commission  to 

Perform  Statutory  Duty: 

Where  the  Interstate  Commerce  Commission  refused  to 
award  compensation  for  the  services  rendered  to  the  carrier,  be- 
cause it  misconceived  the  effect  of  the  statute  requiring  such 
compensation  as  that  statute  had  been  interpreted  by  the  Su- 
preme Court,  the  shipper  is  entitled  to  mandamus  to  compel  said 
Commission  to  make  such  allowance. — Ibid. 
Can  Stipulate,  as  to  One  Riding  on  Drover's  Pass,  for  Written 

Notice  of   Injury  within   Reasonable  Time. 

(Argued  Jan.  13-16,  1922.  Decided  Feb.  27,  1922.)  Though 
a  carrier  cannot  exonerate  itself  altogether  from  liability  to  a  per- 
son riding  on  a  drover's  pass  for  injuries  caused  by  its  negli- 
gence, it  can  stipulate  for  a  written  notice  of  such  injuries  with- 
in a  reasonable  time  as  a  condition  precedent  to  such  liability. 
— Gooch  vs.  Oregon  Short  Line  R.  R.  Co.,  42  Sup.  Court  Rep.  192. 
Requirement  of  Notice  to  General  Manager  of  Carrier  Is  Valid: 

A  requirement  of  notice  of  injury  to  a  passenger  riding  on 
a  drover's  pass  is  not  invalid  because  it  specified  the  notice  is 
to  be  given  to  the  general  manager  of  the  carrier. — Ibid. 
Notice   of    Injury   to    Passenger   by    Employes    Does   Not    Excuse 

Failure  to  Give  Written  Notice: 

The  failure  of  a  passenger  to  give  the  written  notice  of  his 
injuries  required  by  the  terms  of  the  drover's  pass  on  which  he 
was  riding  is  not  excused  by  the  fact  that  the  employes  of  the 
carrier  had  actual  notice  of  such  injuries. 
May    Indicate   Change   of   Policy   of    Law   Affecting   Other  Than 

Specified   Cases: 

Notwithstanding' the  reluctance  of  courts  to  extend  statutes 
modifying  the  common  law  beyond  the  direct  operation  of  their 
words,  a  statute  may  indicate  a  change  in  the  policy  of  the  law, 
though  it  expresses  that  change  only  in  the  specific  cases  most 
likely  to  occur  to  the  mind. — Ibid. 


Less  Time  May  Be  Allowed  for  Notice  of  Injury  to  a  Passenger 
Than   Is  Deemed   Proper  for  Goods: 

Less  time  reasonably  may  be  allowed  for  a  notice  of  a  claim 
for  personal  injuries  to  a  passenger  than  is  deemed  proper  for 
goods,   though   an   exception   might   be   implied   if   the   accident 
made  notice  within  the  time  impracticable. — Ibid. 
Act  Relating  to  Time  for  Notice  of  Loss  or  Injury  to  Goods  Held 
Not  to   Establish   Policy  as  to  Similar   Notices,  so  as  to   In- 
validate Stipulation   in   Drover's   Pass: 

Act  March  4,  1915,  sec.  1  (Comp.  St.  sec.  8604a),  prohibiting 
any  provision  by  a  carrier  fixing  the  time  for  notice  of  loss  or 
injury  to  goods  at  less  than  90  days,  did  not  establish  a  new 
public  policy  with  reference  to  similar  notices,  so  as  to  invalidate 
a  stipulation  in  a  drover's  pass  requiring  notice  of  claim  for  per- 
sonal injuries  to  be  given  within  30  days. — Ibid. 


TIME  FOR  FILING  REPARATION  CLAIMS 

The  Traffic   World   Washington  Bureau 

Arguments  have  been  made  in  the  District  of  Columbia 
Court  of  Appeals  on  the  question  of  whether  Congress  had  the 
power  to  say  that,  in  computing  the  two  years  in  which  claims 
for  reparation  may  be  filled,  the  period  of  federal  control  should 
•be  excluded — in  other  words,  whether  it  had  the  power  to  revive 
the  claims  which,  but  for  what  it  had  done,  would  have  been 
dead  when  the  railroads  received  back  their  property.  The 
discussion  as  to  the  constitutionality  of  that  part  of  the  trans- 
portation act  took  place  in  No.  3709,  Pittsburgh  &  West  Vir- 
ginia Railway  Company  vs.  Interstate  Commerce  Commission, 
a  matter  in  which  the  stake  is  about  $1,000,000,  which  a  coal 
mine  operator  claims  is  due  because  the  railway  company  made 
bad  distribution  of  cars  just  before  and  during  federal  control. 
So  far  as  the  railway  company  is  concerned,  its  interests  is  only 
in  the  bearing  the  complaint  of  the  operator  will  have  on  the 
distribution  of  cars  during  the  last  three  months  of  1917. 

Frank  M.  Swacker  argued  for  the  railway  company,  Marion 
B.  Pierce,  as  amicus  curiae,  for  the  railroads  generally,  and 
P.  J.  Farrell  for  the  Commission.  The  case  was  created-  by 
the  application  of  Swacker  for  an  order  from  the  court  for- 
bidding the  Commission  to  proceed  with  a  hearing  at  Pittsburgh, 
June  8,  1921,  on  No.  12529,  Wayne  Coal  Co.  vs.  P.  &  W.  Va.  et 
al  in  which  the  coal  operator  alleged  unjust  discrimination  in 
the  matter  of  coal  car  distribution  and  asked  an  order  of  repara- 
tion for  damages  claimed  to  have  amounted  to  $985,759. 

The  lower  court  discharged  the  rule  against  the  Commis- 
sion to  show  cause  why  it  should  not  be  enjoined.  From  that 
Mr.  Swacker  took  an  appeal  to  the  court  of  appeals.  Mr. 
Swacker  asked  for  an  injunction  on  the  ground  that  section 
206  (f),  purporting  to  exclude  the  period  of  federal  control  in 
the  computation  of  the  two  years  in  which  claim  for  reparation 
might  be  made,  was  unconstitutional.  He  said  the  two  years 
time  in  which  a  shipper  was  authorized  to  claim  reparation  was 
not  a  statute  of  limitation,  but  one  creating  a  right  and  saying 
within  what  time  that  right  should  be  exercised.  Both  he  and 
Mr.  Pierce  undertook  to  distinguish  it  from  the  Holt  vs.  Camp- 
bell case  and  to  contend  that  it  came  within  the  lines  laid  down 
in  the  Phillips  and  Finn  cases.  In  the  latter  cases  the  courts 
held  the  lapse  of  time  not  only  barred  the  remedy  but  destroyed 
the  liability. 

Mr.  Farrell  treated  the  case  as  one  in  which  the  railroads 
were  trying  to  prevent  the  discharge  of  administrative  duties 
by  the  Commission  on  the  theory  that,  by  the  application  of  a 
carrier,  such  duties  could  be  held  up  until  the  courts,  up  to 
and  including  the  Supreme  Court  of  the  United  States,  had 
passed  on  the  constitutionality  of  some  part  of  the  law.  He 
pointed  out  that  the  railroads  had  not  claimed  that  the  Com- 
mission had  made  a  wrong  interpretation  of  section  206  (f)  but 
merely  that  paragraph  (f)  of  that  section  was  unconstitutional 
and,  therefore,  they  objected  to  the  Commission  proceeding  with 
a  hearing  on  a  complaint  brought  by  reason  of  its  extension 
of  the  time  for  the  filing  of  reparation  claims.  He  also  dis- 
cussed the  cases  cited  by  the  attorneys  for  the  railroads  con- 
tending that  the  Campbell  case  disposed  of  the  issue  between 
them  though  the  railroad  lawyers  stressed  the  fact  that  the 
suspension  of  statutes  of  limitation  by  the  Texas  legislature 
involved  in  the  Campbell  case,  affected  only  questions  of  rights 
known  to  the  common  law,  whereas  the  right  of  reparation  in- 
volved in  reparation  cases  was  unknown  to  the  common  law; 
and  that,  therefore,  the  two  year  limitation  law,  strictly  speak- 
ing, was  not  a  statute  of  limitation,  such  as  the  Texas  statute 
was  dealing  with. 


CURRENT  AMERICAN  SHIPBUILDING. 
March  1,  1922,  American  shipyards  were  building  or  under 
contract  to  build  for  private  shipowners  136  steel  vessels  of 
397,011  gross  tons,  compared  with  134  steel  vessels  of  22,559 
gross  tons  on  February  1,  1922,  according  to  the  Department  of 
Commerce.  These  figures  do  not  include  government  ships  or 
ships  building  or  contracted  for  by  the  United  States  Shipping 
Board. 
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A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


CLAIM   PREVENTION 

Editor  The  Traffic  World: 

I  have  read  with  a  great  deal  of  interest  the  article  appear- 
ing in  The  Traffic  World  of  March  11,  by  Mr.  C.  B  Pirie,  in  the 
matter  of  claim  prevention. 

To  my  mind  there  is  a  world  of  good  common  sense  In  this 
article.  It  has  been  my  observation  that  shippers  have  been 
too  much  inclined  to  measure  the  value  and  benefits  of  a  traffic 
organization  by  the  amount  in  claims  It  Is  able  to  collect;  and. 
on  the  other  hand,  the  traffic  organizations  have  largely  confined 
their  energies  to  a  showing  of  claims  collected  and  rates  reduced. 
If  the  gospel  of  the  traffic  man  can  be  "A  claim  .saved  is  better 
than  a  claim  collected."  bis  worth  to  the  firm  he  represents 
would  be  infinitely  greater  than  a  specialised  ability  to  collect 
claims. 

The  writer  has  had  opportunity  to  observe  the  results  that  can 
be  obtained  by  persistent  efforts  at  claim  prevention  in  the  han- 
dling of  a  commodity  commonly  considered  as  very  fragile.  Dur- 
ing and  previous  to  1920  the  breakage  In  transcontinental  carloads 
of  eggs  was  very  heavy,  but  during  the  heavy  shipping  period 
of  1921,  a  persistent  campaign  was  waged  both  with  the  ship- 
pers and  the  carriers  with  a  view  to  improving  the  quality  of 
materials,  the  packing,  the  loading  and  the  handling  in  transit. 
The  matter  was  bandied  not  only  In  a  general  way  through 
executive  offices  of  the  carriers,  but  there  was  a  system  of  fol- 
low-up on  Individual  cars.  As  a  result,  damage  by  breakage  was 
almost  eliminated  during  1921. 

True,  the  general  transportation  conditions  had  Improved  to 
some  extent,  but  making  reasonable  allowance  for  this,  the 
specialised  efforts  at  damage  prevention  brought  about  splendid 
results:  and  If  this  can  be  accomplished  with  fragile  com- 
modities. Is  It  not  possible  to  accomplish  even  more  with  com- 
modities not  so  susceptible  to  breakage*  If  »  carload  of  dyna- 
mite can  be  handled  safely,  why  Is  It  not  possible  to  handle 
ordinary  freight  In  the  same  way?  It  would  seem  that  the  co- 
operative efforts  of  carriers  and  shippers  to  this  end  are  worthy 
of  more  attention  on  the  part  of  traffic  officials  than  any  other 
one  phase  of  their  activities. 

San  Francisco  Wholesale  Dairy  Produce  Exchange, 
B.  F.   McKlbben.  Traffic   Manager. 

San  Francisco.  March  26.  1922. 


USE  OF  OLD  BILLS  OF  LADING 

Editor  The  Traffic  World: 

••nt  action  of  the  carriers  In  regard  to  the  new  form  or  bill 
of  lading  has  caused  considerable  discussion  In  The  Open  Forum 
>  f  your  publication.  We  have  been  very  much  Interested  for 
the  reason  that  we  have  made  It  a  practice  to  furnish  our  own 
bills  of  lading,  notwithstanding  the  fact  that  the  expense  Is  con- 
siderable In  the  course  of  a  year  and  we  could  use  the  carriers' 
bills  of  lading  without  any  expense  to  us. 

Several  times  In  the  past  there  have  been  changes  in  the 
reading  matter  of  the  uniform  lading  and  always,  heretofore 
the  carriers  have  accepted  our  bills  of  lading  regardless  of  what 
changes  were  made,  for  the  reason  that  we  Incorporated  on  the 
lading  the  clause  reading  as  follows: 

nt  above  itatlon  mihject  to  the  rlaiwlflrntlon   and   tariff* 
In  effect  on  the  date  of  laaue  of  thf*  original  Mil  of  lading  form 

This  Is,  In  substance,  the  same  as  the  provision  required  by 
the  carriers  at  the  present  time  provided  bills  of  lading  are  used 
In  accordance  with  the  new  uniform  lading  prescribed  to  take 
effeot  March  15.  1922. 

We  believe  that  in  the  interest  of  carriers  and  shippers  alike 
a  clause  In  substance  the  same  as  appears  on  our  bill  of  lading 
should  be  Incorporated  In  all  bills  of  lading  In  the  future,  and 
this  would  automatically  take  care  of  any  changes  In  wording 
or  in  form  In  the  future.  Inasmuch  as  the  uniform  bill  of  lading 
Is  printed  In  full  In  the  Consolidated  Classification. 

We  would  like  to  hear  from  other  shippers:  also  from  repre- 
sentatives of  carriers  and  would  like  to  see  definite  action  taken 
In  the  near  future  as  suggested  above. 

The  Midland  Flour  Milling  Company, 
R.  C.  Shoemaker,  Traffic  Manager. 

Kansas  City.  Mo.,  April  1,  1922. 

Kdltor  The  Traffic  World: 

With   reference  to  the  subject  of  using  the  old   bills  nf  lad- 


ing, and  the  articles  published  in  your  Open  Forum,  wish  to 
say  that  we  have  found  these  articles  very  interesting. 

It  is  very  apparent  that  the  shippers  should  take  a  very  de- 
termined stand  on  this  question.  According  to  Mr.  W.  J.  Schultz, 
traffic  manager  of  the  I.  J.  Cooper  Rubber  Company,  as  shown 
in  his  article  in  The  Traffic  World  of  March  25,  and  Mr.  E.  P. 
Ryan,  traffic  manager  of  the  Brown  Fruit  Company,  the  Com- 
mission appears  to  state  that  it  has  no  jurisdiction  in  the  mat- 
ter, and  that  the  entire  proposition  rests  with  Mr.  R.  N.  CoUyer. 
chairman  of  the  Uniform  Bill  of  Lading  Committee.  It,  there- 
fore, seems  that  the  proper  course  to  pursue  in  this  matter  is 
putting  the  facts  clearly  before  Mr.  Collyer  by  the  shippers  in- 
terested In  this  proposition. 

There  are  few  shippers  whose  supply  of  bills  of  lading  will 
be  used  up  by  July  1,  and  undoubtedly  most  of  them  will  carry 
over  thousands  of  bills  of  lading,  which  they  are  supposed  to 
discontinue  using  after  July  1.  The  point  put  forward  by  Mr. 
W.  J.  Schultz.  that  the  carrier  receiving  property  for  transpor- 
tation shall  issue  a  receipt  or  bill  of  lading  therefor,  is  well 
taken.  There  is  no  law  .which  compels  shippers  to  furnish  a 
bill  of  lading  for  the  goods  they  offer  for  transportation,  but 
the  carrier  is  bound  by  law  to  furnish  a  receipt  or  bill  of  lad- 
ing for  the  goods  which  It  accepts  for  transportation.  There  is, 
therefore,  apparently  nothing  In  any  law  which  would  prohibit 
the  shipper  after  July  1  from  using  the  present  form  of  bill  of 
lading  for  all  shipments,  but  In  using  this  form  the  shipper 
would  have  to  specify  that  it  Is  only  a  memorandum  of  the  ship- 
ment against  which  the  carrier  Is  to  issue  his  receipt  or  bill 
of  lading.  This  fact  can  be  brought  home  to  the  Uniform  Bill 
of  Lading  Committee — that  a  course  of  this  kind,  if  pursued 
by  all  the  shippers,  will  necessitate  the  carriers  to  put  on  quite 
a  few  additional  clerks  to  Issue  these  bills  of  lading  after  ship- 
ments are  received  by  them— and  will  also  bring  home  to  them 
the  fact  that  they  will  have  to  furnish  thousands  of  dollars' 
worth  of  bills  of  lading  which  the  shippers  are  now  furnishing. 

If  the  shippers  will  write  Mr.  Collyer  that  they  will  follow 
this  plan,  or  something  similar,  we  have  no  doubt  that  the  bill 
of  lading  committee  will  be  only  too  glad  to  extend  the  time  for 
using  the  old  bills  of  lading  until  the  shippers'  supplies  of  same 
have  been  exhausted.  By  that  time  it  might  also  be  possible 
to  obtain  a  ruling  on  the  suggestions  offered  by  Mr.  Schultz 
with  reference  to  omitting  the  conditions  on  the  reverse  side 
of  the  bill  of  lading,  so  as  to  make  the  bill  of  lading  valid  at 
all  times,  regardless  of  what  changes  may  be  embodied  In  the 
classifications. 

National   Enameling  A   Stamping  Co.,  Inc, 

A.  Murawsky,  Traffic   Manager. 

Milwaukee,  Wis..  April  4.  1922. 


Editor  The  Traffic  World: 

We  heartily  agree  with  Mr.  W.  J.  Schultz.  traffic  manager 
of  the  I.  J.  Cooper  Rubber  Company,  In  the  Open  Forum  of 
March  25. 

Relative  to  extending  the  time  limit  on  o?J  bills  of  lading,  il 
would  appear  that  the  trouble  is  not  with  the  I.  C.  C.,  but  with 


We  are  comparatively  small  shippers;  however,  this  change 
will  mean  something  over  one  hundred  dollars  to  us.  and  at  ilii- 
time  this  looks  like  a  useless  expense. 

Why  could  we  not  Just  call  on  the  railroads  for  a  supply  of 
bills  of  lading? 

This  seems  to  me  would  not  only  be  a  lesson  to  them,  but 
would  open  their  eyes  to  (he  fact  that  they  were  asking  the  ship- 
per*  to  <-arry  a  very  large  burden. 

The  railroads  do  not  realize  the  great  saving  to  them  of 
shippers  using  their  own  bills  of  lading,  evidently. 

Marietta  Knitting  Company. 

B.   L.   MclntoHh,  T.   M. 

Marietta,  Ga..  April  4.  1922. 


SPEEDING   UP   TRANSPORTATION 

Editor  The  Traffic  World: 

I  have  read  with  interest  the  address  delivered  by  W.  J.  L. 
Banham  to  the  New  York  Railroad  Club,  March  17,  and  published 
In  the  Traffic  World  of  March  25  under  the  heading  of  Speeding 
Up  Transportation. 

Mr.  Banham  is  to  be  commended  In  urging  a  most  serious 
consideration  by  the  transportation  public  of  the  new  methods 
at  hand  whereby  the  bulk  of  all  L.  C.  L.  shipments  pass  through 
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the  terminals  without  rechecking,  or  rehandllng,  and  delivery 
is  made  direct  to  receiving  railroad,  or  to  customer's  door  via 
truck  within  an  hour  or  two,  and  possibly  less,  after  the  train 
has  reached  the  terminal. 

You  and  your  subscribers  no  doubt  would  be  interested  to 
know  that  a  new  department  freight  car  had  been  put  out  by 
the  River  &  Rail  Transportation  Co.,  of  St.  Louis,  Mo.,  which 
is  designed  to  do  just  what  Mr.  Banham  is  urging  the  carriers 
to  consider  and  adopt. 

The  units  of  the  freight  car  are  of  such  size  that  they  may 
be  transported  by  truck,  and  the  speed  with  which  the  units  are 
handled  at  terminals  is  almost  unbelievable. 

For  instance,  a  train  going  into  a  terminal  with  fifty  car- 
load of  these  units,  or  three  hundred  and  fifty  units,  and  per- 
haps cut  this  train  onto  three  sidings  for  convenience,  as  soon 
as  it  is  possible  for  them  to  do  this,  the  units  or  containers  have 
already  been  unloaded,  and  the  rolling  stock  may  be  taken  away 
at  once  for  reloading  from  the  outgoing  sidings,  and  the  same 
high  rate  of  speed  is  maintained  in  the  loading  of  these  units. 

In  fact,  they  have  attained  the  same  speed  in  the  handfing 
of  these  units  as  the  carriers  now  handle  box  cars,  and  their 
rolling  stock  is  not"  tied  up  at  all  at  the  terminals.  When  the 
railroads  have  given  Mr.  Banham  his  store  door  delivery  with 
above  facilities,  transportation  will  have  been  speeded  up. 

Buffalo  Creek,  Colo.,  March  30,  1922.  A.  F.  Callison. 


INCREASES   IN   FREIGHT    RATES 

Editor  The  Traffic  World: 

In  your  March  18  issue  I  read  with  interest  Mr.  Kirk's  let- 
ter and  heartily  agree  'with  him  in  recommending  that  all  ship- 
pers, whether  interested  or  not,  protest  all  contemplated  in- 
creases in  freight  rates. 

The  increases  in  class  rates  and  abolishing  of  certain  com- 
modity rates,  between  Central  Freight  Association  territory  and 
points  in  the  Mississippi  Valley,  effective  April  1,  1922,  are,  with- 
out a  doubt,  unreasonable,  especially  at  a  time  when  the  gen- 
eral forecast  throughout  the  country  has  been  a  downward  trend 
in  freight  rates.  If  a  material  difference  between  rates  in  the 
southeast  and  rates  in  the  Mississippi  Valley  existed,  for  sub- 
stantially similar  hauls,  it  would  have  been  more  appropriate 
to  have  reduced  the  southeastern  rates. 

Existing  commodity  rates  on  garden  seed  have  always  en- 
abled us  to  ship  our  product  to  extreme  southern  territory,  but 
when  Kelly's  tariff  15-M  takes  effect  the  commodity  rates  will 
have  been  destroyed.  The  barge  lines  operating  down  the  Missis 
sippi  from  St.  Louis,  appear  invaluable,  so  at  present  we  are 
anticipating  our  future  southern  business  accordingly. 

Nevertheless,  it  is  my  intention  to  protest  the  increases 
vigorously  and  if  all  shippers  do  likewise  I  am  confident  that 
the  result  will  be  beneficial. 

American  Seed  Company, 
Frank  C.  Gallagher,  Traffic  Department. 

Detroit,  Mich.,  March  28,  1922. 


RAIL  AND  WATER  COORDINATION 

Editor  The  Traffic  World: 

We  notice  by  today's  Washington  News  that  Chairman 
Lasker,  of  the  Shipping  Board,  is  urging  Congress  to  hurry  pass- 
age of  the  ship  subsidy  bill. 

Somebody  recently  suggested  that,  to  avoid  likelihood  of 
bankruptcy  for  this  country  in  both  land  and  water  transporta- 
tion, our  ocean  ships  be  turned  over  to  railroads,  land  and 
water  transportation  to  be  operated  in  conjunction.  While  the 
suggestion  will,  without  doubt,  be  confronted  with  mountains  of 
prejudice,  political  and  otherwise,  the  suggestion  offers,  we 
believe,  serious  thought  for  all  substantial  business  interests 
of  this  country.  If  your  journal  has  commented  on  the  proposal, 
it  escaped  our  notice.  > 

Wichita,   Kan.,   April   4,   1922.  M.   N.   Cochrell. 


DEMURRAGE  ON  PRIVATE  TANK  CARS 

Editor   The  Traffic  World: 

After  reading  Mr.  Victor  Labadie's  communication  in  your 
issue  of  March  18,  we  are  convinced  that  Mr.  Labadie's  troubles 
in  the  matter  of  demurrage  on  private  tank  cars  are  not  en- 
countered by  all  operators  of  this  class  of  equipment. 

As  to  the  empties  reaching  private  tracks  without  specific 
orders  for  placement,  would  say  that  we  have  experienced  no 
trouble  in  this  connection  for  the  reason  that  all  lines  reach- 
ing our  plants  and  warehouses  have,  without  exception,  either 
placed  a  car  on  our  private  track  or  delivered  to  us  at  a  private 
interchange  track  without  any  order  whatsoever  from  us.  In 
fact,  we  have  asked  the  railroads  a  number  of  times  to  hold 
our  cars  when  we  do  not  desire  same  placed. 

Of  course  we  did  not  intend  to  convey  the  meaning,  nor  did 
we  say  that  under  the  present  rules  a  shipper  could  load  a  tank 
and  then  hold  it  beyond  a  free  time  limit  without  assessment  of 
demurrage,  unless  the  car  was  boarded. 

This  is  not  the  usual  procedure  of  doing  business;  neither 


is  it  the  rule  for  all  tank  car  operators  to  clean  tanks  after 
each  run.  For  this  reason  we  say  above  that  Mr.  Labadie's 
troubles  are  not  encountered  by  all.  However,  we  are  in  strict 
agreement  with  Mr.  Labadie  in  so  far  as  we,  too,  question  the 
right  of  the  carriers  for  collecting  demurrage  charges  on  equip- 
ment not  owned  by  them. 

.  Mr.  Labadie  is  certainly  not  alone  in  his  ideas  and  it  seems 
that  this  is  a  very  good  question  for  the  National  Industrial 
Traffic  League. 

The  Miner-Edgar  Company, 
J.  L.  Williams,  Traffic  Manager. 
New  York,  N.  Y.,  March  29,  1922. 


NEW  ENGLAND  DIVISIONS  CASE 

Editor  The  Traffic  World: 

In  your  issue  of  March  25,  in  an  article  on  page  645  describ- 
ing the  bill  in  equity  recently  filed  in  the  United  States  District 
Court  for  the  Southern  District  of  New  York  to  enjoin  the  order 
of  the  Commission  in  the  New  England  divisions  case  (66  I.  C.  C. 
196),  you  have  quoted  the  following  statement  from  a  bulletin 
issued  by  John  E.  Benton,  general  solicitor  of  the  National 
Association  of  Railway  and  Utilities  Commissioners: 

During  the  hearing  before  the  House  committee  now  in  progress 
it  has  been  stated  by  reperesentatives  of  state  commissions  that  the 
carriers  intend  to  take  the  benefits  of  the  transportation  act  but  do 
not  intend  to  comply  with  the  requirements  therein  designed  for  the 
public  benefit.  This  action  which  has  just  been  instituted  is  confirma- 
tory of  this  prediction. 

This  statement  by  Mr.  Benton  shows  such  a  complete  mis- 
understanding of  the  purpose  of  the  proposed  litigation  and  is  so 
unfair  in  its  implication  that  it  should  not  pass  unchallenged. 

In  its  original  decision  in  the  New  England  divisions  case 
(62  I.  C.  C.  513),  announced  July  6,  1921,  the  Commission,  after 
an  exhaustive  review  of  the  evidence,  held  that  the  record 
"affords  no  basis  upon  which  we  might  predicate  a  valid  pre- 
scription of  divisions." 

This  holding  was  based  upon  the  following  construction  of 
the  statute: 

We  are  bound  under  the  statute  to  determine  whether  divisions 
properly  in  issue  justly,  reasonably  and  equitably  compensate  each 
carrier,  relatively  and  per  se,  for  the  service  it  performs  in  the  joint 
haul  under  joint  rates,  fares  and  charges.  *  *  *  In  the  final  analy- 
sis the  just  measure  of  divisions  is  the  reasonable  and  equitable  share 
of  the  revenue  earned  under  the  rates  to  be  divided  which  each  car- 
rier should  receive. 

In  its  latest  decision  (66  I.  C.  C.  196),  announced  January 
30,  1922,  the  Commission  departs  from  the  above  construction 
which  it  originally  placed  upon  the  statute  and  undertakes  to 
disregard  the  individual  carriers  involved  and  to  fix  divisions 
as  between  two  arbitrarily  constituted  groups  of  carriers. 

From  the  above  it  will  be  manifest  that  the  Commission 
itself  has  felt  uncertain  as  to  the  proper  construction  to  be 
placed  upon  paragraph  6  of  section  15  of  the  transportation  act. 
Moreover,  it  is  worthy  of  note  that  Commissioner  Esch,  who  had 
much  to  do  with  drafting  the  transportation  act,  as  well  as 
Commissioners  Hall  and  Daniels,  dissent  from  the  construction 
now  placed  upon  the  statute  by>  the  Commission. 

Under  the  above  circumstances  the  application  just  filed  in 
the  federal  court  finally  to  determine  the  proper  construction 
to  be  placed  upon  paragraph  6  of  section  15  of  the  act  is  deemed 
to  be  in  the  interest  of  all  concerned.  This  action  can,  of  course, 
not  be  construed  as  in  any  sense  an  attack  upon  the  transporta- 
tion act.  On  the  contrary,  if  the  Supreme  Court  shall  finally 
determine  that  the  construction  originally  placed  upon  this  pro- 
vision of  the  act  was  sound,  it  may  well  be  that  the  decision  will 
prove  to  be  one  of  a  series  of  decisions  calculated  to  give  per- 
manency to  the  transportation  act. 

A.  H.  Elder,  General  Solicitor, 

Central  R.  R.  of  New  Jersey. 

New  York,  April  4,  1922. 


NORTHERN  PACIFIC  BONDS 

The  Northern  Pacific  has  applied  to  the  Commission  for  an 
order  approving  the  issue  of  so  many  5  per  cent  bonds,  under 
its  refunding  and  improvement  mortgage,  as  may  be  necessary 
to  pay  off  joint  C%  per  cent  bonds  of  the  Great  Northern  and 
Northern  Pacific  which  may  be  turned  in  for  payment  in  cash, 
after  being  called  for  redemption.  The  Great  Northern  and 
Northern  Pacific  jointly  issued  $230,000,000  of  6%  per  cent  bonds, 
of  which  $115,000,000  have  been  converted  into  Great  Northern 
bonds,  and  $11,000,000  have  been  converted  into  Northern  Pacific 
6  per  cent  bonds,  leaving  $104,000,000  of  6%  per  cent  bonds  out- 
standing. In  order  to  save  interest  the  Northern  Pacific  now 
proposes  to  call  for  redemption  all  now  outstanding  joint  bonds 
at  103%  and  asks  authority  to  isaue  5  per  cent  bonds  to  raise 
the  cash.  J.  P.  Morgan  &  Co.  and  the  First  National  Bank  of 
New  York  have  proposed  to  purchase  the  5  per  cent  bonds  to 
whatever  amount  may  be  required  at  90  and  accrued  interest. 


April  S. 
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Personal  Notes 


W.  A.  Colston,  Director  of  Finance,  on  the  Commission  staff, 
has  resigned  to  become  vice-president  and  general  counsel  of 
the  Nickel  Plate.  His  resignation  becomes  effective  May  1. 

\V.  A.  McCarthy,  general  agent  for  New  York  for  the  United 
American  Lines,  managing  agents  for  the  American-Hawaiian 
Steamship  Co.  and  the  American  Ship  &  Commerce  Navigation 
Corp.,  has  been  placed  in  charge  of  the  new  offices  of  those  lines 
at  Rochester.  N.  Y. 

W.  V.  Pittman  has  been  appointed  commercial  agent  for  the 

!>>  Steamship  Co.  and  the  Mallory  Steamship  Co.  at  San  An- 
'.onio,  Tex.,  succeeding  R.  V.  Dover,  who  resigned.  Mr.  Pitt- 
man is  succeeded  as  commercial  agent  at  El  Paso  by  K.  K. 
Gibson. 

c  K.  Perkinson.  formerly  with  the  V.  8.  ft  P.  at  Shreveport, 
La.,  has  been  appointed  traffic  manager  for  the  Momsen  Dunne- 
>;m  R\an  Co..  El  Paso,  Tex. 

Arno  P.  Lehman  has  been  appointed  traveling  freight  agent 
for  the  Delaware  £  Hudson. 

J.  A.  MacGregor  has  been  appointed  district  freight  agent  for 
the  Canadian  Pacific  and  affiliated  lines,  in  charge  of  a  newly 
opened  district  freight  office  at  Indianapolis. 

Warren  Burkhart.  traffic  manager  for  the  Shoenhofen  Inter- 
ests for  the  last  ten  years,  has  opened  a  wareho'use  brokerage 
business   In  Chicago,  known  as   Burkhart'*   Warehouse   Sen 
Mr.  Burkhart  will  also  continue  his  present  connection  with  the 
Schoenhofen  Co. 

E.  I,.  Lewis  has  been  appointed  general  passenger  traffic 
manager  for  the  Philadelphia  ft  Reading  Railroad,  succeeding 
K  J  \\  i-eks,  who  retired.  Other  appointments  made  by  the  P.  ft 
R.  are  as  follows:  K.  D.  Osterhout.  assistant  general  passenger 
traffic  manager:  <;  F.  Ingram,  district  passenger  agent.  Phila- 
delphia; C.  C.  Williams,  traveling  passenger  agent,  Philadelphia. 

8.  A.  Johnson,  general  superintendent  of  the  St.  Paul  Bridge 
It  Terminal  Railway,  has  resigned.  The  office  of  general  super- 

•uli  nt  has  been  abolished. 

J.  W.  Bomgardner  has  resigned  as  assistant  general  freight 
agent  for  the  North  Atlantic  ft  Western  Steamship  Co..  to  re- 
sume his  former  position  as  traffic  manager  for  the  John  A. 
Roebllng's  Sons  Co.  at  Trenton.  N.  J. 

R.    Downer,    formerly    assistant    general    manager    for    the 

VYelbon  Automotive  Co.,  has  been  appointed  general  traffic  man- 

•  for  the  Van  Camp  Hardware  ft  Iron  Company.  Indianapolis. 

The  Buffalo.  Rochester  ft  Pittsburgh  has  announced  the  fol- 
lowing appointments:  W.  Pugh.  assistant  general  freight  agent. 
Rochester;  Everett  D.  Davis,  assistant  general  freight  agent, 
Rochester;  R.  R.  Williams,  division  freight  agent.  RocheKter; 
R.  W.  Anderson,  traveling  freight  agent.  Du  Bols,  Pa. 

I    Kourque  has  been  appointed  commercial  agent  for  the 

hern    Railway   System,    at    Indianapolis,    succeeding    W.    T. 
Keating,  who  resigned.     B.  O.  Brown  hat  been  appointed  ;t--i-t 
ant  freight  traffic  manager  for  the  same  system  at  Washington. 
and  G.  H.  Kerr.  assistant  freight  traffic  manager  at  Atlanta. 

W.  I.  Hardln  has  been  appointed  soliciting  freight  agent 
for  the  Norfolk  ft  Western  at  Memphis.  Tenn. 

G.  P.  Diekroeger  has  been  appointed  acting  district  freight 
agent  for  the  Canadian  Pacific  at  St.  Louis.    He  will  take  < 
the  freight  Interests  of  that  line  In  the  St.  Louis  district  during 
the  absence  of  W.  M.  Porteous,  who  has  been  given  leare  on 
account  of  Illness. 

.1    C.   t'olqultt.   the   Commission's   classification    expert. ^^ 
.-uldress  the  Ixiulsvllle  Traffic  Club  and  the  Louisville  Y.  M.  ' 
Traffic  School  the  evening  of  April   10  on  the  subject  of  freight 
classification.     He  will  make  a  similar  address  In   Philadelphia 
April  17 

D  (  Srephensnn.  formerly  city  agent  for  the  C.  R.  I.  ft  P. 
at  Kansas  City,  has  been  promoted  to  commercial  agent  for  the 
same  road  at  Kansas  City. 

C.  K.  lloltz  has  been  appointed  general  traffic  manager  for 
the  American  Manufacturing  Company,  Brooklyn,  succeeding 
J.  A.  Hoffman,  who  resigned 

The  Richmond-New  York  Steamship  Company  announces  that 
Oscar  Swledler.  former  soliciting  freight  agent,  with  head- 
quarters at  New  York,  has  been  transferred  to  Newport  News 
In  the  capacity  of  agent.  Mr.  Swledler  succeeds  Mr.  H.  «.  Folk, 
resigned.  J.  E.  Murph  has  been  appointed  commercial  agent, 
with  headquarters  at  New  York.  O.  P.  Farwell.  former  local 
agent  at  New  York,  has  been  appointed  district  freight  agent. 
with  headquarters  in  New  York. 


DOINGS  OF   THE  TRAFFIC  CLUBS 

Owing   to   Its   rapid    Increase   In    membership   the   Spokane 

Transportation   Club  had   to   mme   into   larger   quarters.   In    the 

illding,  Spragur  and   Wall  streets.  Spokane.  Wash.     The 

oOcers  of  the  club,  elected  recently,  are  as  follows:   President, 


A.  S.  Cobb;  vice-presidents,  R.  E.  Carson,  G.  B.  Paul;   chairman 
house  committee,  W.  N.  Joyner;  secretary-treasurer,  F.  J.  Greene. 

All  the  local  freight  agents  of  Greater  New  York  have  been 
invited  to  attend  the  meeting  of  the  Shippers'  Conference  of 
Greater  New  York,  to  be  held  in  the  Merchants'  Association 
room,  Woolworth  building,  April  11.  at  2  p.  m.  The  meeting 
has  been  called  to  discuss  and  to  arrive  at  some  understanding, 
if  possible,  to  eliminate  the  present  non-uniformity  of  rules  and 
practices  for  receiving  freight  at  the  New  York  piers. 

The  members  of  the  Indianapolis  Traffic  Club  entertained 
their  wives  and  friends  at  a  dinner  dance,  at  the  Claypool  Hotel, 
March  30.  A  number  of  out-of-town  guests  were  present. 

The  newly  organized  Transportation  Club  of  St.  Paul  now 
numbers  300.  The  following  were  the  speakers  and  their  sub- 
jects at  the  club's  weekly  luncheons  last  month:  B.  W.  Scand- 
rett.  assistant  general  solicitor.  Northern  Pacific  Railway,  "United 
Slates  Supreme  Court's  Decision  in  the  Wisconsin  Passenger 
Rate  Case";  Stanley  B.  Houck,  commerce  counsel,  Minneapolis, 
"Cooperation  Between  Shippers  and  Carriers  in  Solving  Trans- 
portation Problems";  J.  H.  Beek,  executive  secretary,  National 
Industrial  Traffic  League.  Chicago,  "Public's  Interest  in  the  Rail- 
road Problem";  Fred  W.  Putnam,  commissioner,  Minnesota  Rail- 
road and  Warehouse  Commission,  "Railroad  Regulatory  Legisla- 
tion." The  speaker  next  week  will  be  John  N.  Jackson,  presi- 
dent. Lanpher,  Skinner  ft  Co.,  St.  Paul,  "General  Business  Con- 
ditions," 


Meetings  of  the  Philatra  Traffic  Association  of  Philadelphia 
are  now  being  held  on  the  first  and  third  Thursday  of  each 
month  at  45  Richfield  Road. 


Present  Indications  are  that  the  meeting  for  the  formation 
of  a  National  Association  of  Traffic  Clubs  will  be  held  early  in 
May.  A  committee  on  organization  has  been  appointed,  with 
Henry  A.  Palmer,  editor  The  Traffic  World,  chairman.  The  other 
members  are  James  B.  Neville,  ex-president.  Traffic  Club  of  Min- 
neapolis; John  T.  Stockton,  ex-president.  Traffic  Club  of  Chi- 
cago; Oerrtt  Fort,  president.  New  England  Traffic  Club;  R.  B. 
Robertson,  ex-president.  Traffic  Club  of  Chicago;  S.  S.  Butler, 
president.  Traffic  Club  of  St.  Louis;  George  H.  Buse,  president. 
Traffic  Club  of  Pittsburgh:  c  I>.  Dooley.  vice-president.  Traffic 
Club  of  Kansas  City;  T.  A.  GanM.  ex-president.  Traffic  Club  of 
New  York;  T.  T.  Harkrader.  president.  Traffic  Club  of  New  York. 
The  following  is  a  list  of  the  national  committeemen  appointed 
by  the  local  organizations,  to  date:  Traffic  Club  at  New  York. 
T.  T.  Harkrader.  traffic  manager.  The  American  Tobacco  Co.; 
C.  A.  Swope.  secretary.  General  Eastern  Freight  Agent,  Louis- 
ville ft  Nashville.  Pittsburgh  Traffic  Club.  Geo.  E.  Buse,  Buse 
*  Caldwell.  Traffic  Club  of  Troy.  Geo.  T.  Russell,  president;  W. 

Mpperly.  traffic  manager.  Cluett.  Peabody  ft  Co.  York  Traffic 
Club.  W.  J.  Wlsner,  American  Chain  Co.,  Inc.;  J.  F.  Baird,  York 
Safe  ft  Lock  Co.  Transportation  Club  of  St.  Paul.  P.  H.  Flanagan, 
president;  Herman  Mueller,  traffic  director,  St.  Paul  Association. 
Traffic  Club  of  Chicago,  John  T.  Stockton,  Jos.  Stockton  Trans.  Co.; 
Henry  A.  Palmer,  editor.  Traffic  World.  Miami  Valley  Traffic 
Club.  T.  T.  Webster,  president;  W.  E.  Boyer,  ex-president.  Traf- 
fic Club  of  Kansas  City.  John  D.  Yates.  assistant  general  freight 
agent,  Missouri  Pacific;  C.  D.  Dooley.  traffic  manager.  Peet  Bros. 
Mgr.  Co.  Traffic  Club  of  Minneapolis,  Chas.  L.  Kennedy,  as- 
sistant general  freight  agent,  Chicago,  Milwaukee  ft  St.  Paul; 
Jas.  E.  Neville,  cashier.  Northwestern  National  Bank.  Traffic 
Club  of  Newark.  N.  G.  Campbell,  general  agent,  C.  R.  R.  of  N. 
J.;  Foster  W.  Volk.  La  Dew  Co.;  John  Enstice.  president.  Enstlce 
Bros.  Traffic  Club  of  New  England.  Gerrit  Fort,  vice-president, 
Boston  ft  Maine;  Chas.  A.  Anderson,  ex-presldcnt.  Trenton 
Traffic  Club.  A.  C.  Hoffman,  traffic  manager,  The  Trenton  Pot- 
teries Co.;  E.  C.  Stratton,  traffic  manager.  State  Purchasing  De- 
partment of  N.  J.  Traffic  Club  of  Wheeling,  W.  Va..  H.  H.  Marsh, 
president:  W.  H.  Higglns;  Geo.  W.  Koonce,  alternate.  Marion, 
Ohio,  Traffic  Club.  H.  E.  Stiffler.  traffic  manager,  The  Marlon 
Steam  Shovel  Co.;  D.  R.  Blggert.  traffic  manager,  The  Osgood 
Co.  and  The  Marlon  National  Milling  Co. 


At  the  April  meeting  of  the  Philadelphia  Traffic  Club,  to  be 
held  at  the  Bellevue  Stratford  Hotel,  April  10,  the  speaker  will 
be  Harry  A.  Mackey,  candidate  for  governor  of  Pennsylvania. 
The  annual  shad  dinner  of  the  club  will  be  held  at  Old  Mohican 
Club,  Morris  Junction,  May  20. 


SHIPPING  BOARD  LONDON  AGENT 

The  United  States  Lines,  operating  Shipping  Board  ves- 
sels, have  arranged  with  Runciman's,  Ltd.,  in  Ix>ndon,  to  act 
as  freight  and  operating  agents  In  the  United  Kingdom,  accord- 
ing to  an  announcement  made  by  W.  J.  Love,  vice-president  of 
the  Kmergency  Fleet  Corporation  In  charge  of  traffic. 


We  will  gladly  send  free  samples  of  the  Daily 
Traffic  World  and  tell  you  about  the  confidential  Wash- 
ington service  given  its  subscribers. 
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So   thoroughly   does   the 
.     Frisco   serve   its   ten-itory 

that  it  might  well  be  called   "Friscoland." 

5256  miles  of  railroad  in  the  states  of  Missouri,  Okla- 
homa, Kansas,  Arkansas,  Texas,  Tennessee,  Mississippi 
and  Alabama,  is  the  Frisco's  contribution  to  the  upbuild- 
ing of  that  great  territory. 

Dependable  and  expeditious  freight  and  passenger 
service  is  maintained  by  the  Frisco.  Its  passenger  trains  are 
equipped  with  modern  comforts,  and  their  schedules  are 
fast  and  sure.-  Its  freight  service  is  noted  for  its  reliability. 

Its  employees,  in  both  freight  and  passenger  service, 
are  imbued  with  a  loyalty  to  the  company  which  is  re- 
flected in  the  manner  they  serve  the  public. 

Great  Opportunities  for  the  establishment  of  new 
industries  in  "Friscoland"  are  waiting  for  the  coming  of 
men  to  develop  them. 

If  you  are  ticketing  patrons  to  or  from  this  territory, 
Frisco  train  service  will  pit  an-  them. 

//  you  are  routing  freight,  Frisco  promptness  and 
care  will  be  found  worth  while. 


If  the  Frisco  can  serve  you  in  any  tray,  we  shall 


A.  Hilton, 
Vice  President— Traffic. 


to  hear  from  you. 


8.  8.  Butler, 

Freight  Traffic  Manager. 
Saint  Louis. 


c 


J.  N.<.orn«li«r. 

P>M«nf«r  Traffic  M«n«J«r, 

Saint  Loui*. 


FRISCO 
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WILLARD  ANSWERS  McADOO 

Tke  Tragic   World    Washington  Bureau 

With  a  63-page  statement,  accompanied  by  numerous  ex- 
hibit*. Daniel  Wlllard,  president  of  the  Baltimore  &  Ohio,  ap- 
peared before  the  Senate  Interstate  commerce  committee  April 
•I  as  a  rebuttal  witness  In  the  Cummins  investigation  which  now 
has  been  In  progress  since  May,  1921.  Mr.  \Villard  directed  his 
testimony  to  the  statements  made  by  Mr.  McAdoo  in  his  140- 
page  statement  before  the  committee  in  February. 

.Mr.  Willard  said  he  would  not  discuss  the  affairs  of  federal 
control  from  the  standpoint  of  the  critic.  He  said: 

"It  has  recently  lM-en  stilted  hy  Mr.  MrAdoo  before  thin  committee 
Unit  the  railroad!  broke  down  in  11117.  In  fact.  It  was  claimed  that  not 
only  iliil  they  break  down  in  1917.  but  that  they  also  broke  down  In 
1916.  and  it  was  on  that  account,  so  It  was  intimated.  If  not  definitely 
stated,  that  it  was  necessary  for  tin-  President  to  take  possession 
and  assume  conrol  of  the  railroad*,  which  )u>  Mid  on  January  1,  1918. 

"I  inn  unable  to  Mm!  anything  in  the  record  to  Justify  the  state- 
ment th.-it  the  railroad!  in  this  country  have  ever  1'iokcn  clown  at  any 
tune  either  before,  during  or  >i lederal  control.  The  actual  per- 
formance of  the  carriers  during  1!'17.  when  measured  in  terms  of 
ion  mile*  and  passenger  miles,  together  with  the  statements  which  I 
have  quoted  in  that  connection  from  officials  of  the  government  in 
position  to  know,  would  seem  to  clearly  establish  the  contrary  for 
that  year  at  least.  A  serious  and  troublesome  .situation.  It  Is  true. 
did  develop  in  the  fall  of  1917,  hut  It  cannot  fairly  he  contended  that 
it  was  due  to  a  breakdown  of  the  railroads.  It  might  well  be  argued, 
however,  that  the  situation  was  due  to  a  breakdown,  or,  I  should 
prefer  to  say,  to  a  failure  of  certain  governmental  agencies  to  deal 
effectively  with  a  most  unusual  and  unforeseen  situation.  It  might 
even  be  said  also  that  there  had  been  a  failure,  if  not  a  breakdown, 
of  our  system  of  railroad  regulation  as  then  In  effect,  but  certainly 
not  a  lii'i  akili'wn  of  the  railroads  themselves. 

•iner  Director-General  McAdoo  has  pointed  with  pride,  and 
Justifiably  so.  to  the  accomplishments  of  the  railroads  under  his 
direction  dining  1918,  hut  the  figures  show  that  the  same  railroads 
that  moved  four  hundred  and  thirty  billion  ton  miles  in  1917,  moved 
only  four  hundred  and  forty  billion  ton  miles  in  1918.  or  about  2  per 
cent  mole  than  they  moved  during  the  previous  year,  and  I  submit 
that  a  difference  In  accomplishment  of  only  2  per  cent  between  the 
twn  periods  under  consideration  is  hardly  sufficient  to  indicate  a 
breakdown  in  the  one  year  and  a  satisfactory  accomplishment  in  the 
other.  The  effect  of  the  breakdown,  as  I  use,  the  term,  certainly 
could  not  be  measured  by  a  mere  difference  of  2  per  cent.  If  it  could, 
then  It  might  with  equal  force  he  urged  that  the  railroads  in  1918. 
while  under  Federal  control,  had  broken  down,  because  substantially 
the  same  properties  In  1920.  under  private  control  and  operation, 
mored  four  hundred  and  forty-seven  billion  ton  miles,  or  nearly  2  per 
cent  more  than  was  moved  in  1918.  But  no  one  claims  that  the  rail- 
roads broke  down  in  1918.  and  of  course  we  all  know  that  they  did 
not  break  down  in  that  year." 

Mr.  Wlllaard  quoted  from  an  address  sent  to  Congress  on  Jan- 
uary 4.  1918.  in  which  President  Wilson  said  that  he  had  taken  over 
control  of  the  railroads  "not  because  of  any  dereliction  or  failure  on 
their  part,  but  only  because  there  were  some  things  which  the  gov- 
ernment can  do  and  private  management  cannot." 

"Clearly,  the  President,"  said  Mr.  Willard.  "did  not  feel  when 
he  uttered  these  words  that  the  railroads  had  failed  to  do  all  that 
could  be  expected  of  them  under  the  circumstances.  No  suggestion 
that  the  railroads  had  broken  down  In  1917  is  to  be  found  in  any  of 
the  President's  public  utterances." 

Mr.  Willard  described  the  work  In  1917  of  the  Railroad  War  Board, 
composed  of  a  committee  of  railway  executives  representing  the  car- 
riers of  the  country.  One  instance  of  the  emergency  met  by  the  board 
was  the  empty  movement  of  more  than  6,500  stock  cars  into  Texas, 
where  a  severe  draught  threatened  starvation  and  death  on  the  cat- 
lle  ranges  and  an  unprecedented  number  of  animals  were  transported 
to  northern  -states.  Another  problem  which  was  worked  out  success- 
fully was  that  of  transporting  great  quantities  of  materials  to  be 
in  hulldlng  cantonments  and  shipyards  for  war  purposes.  Mr. 
Willard  quoted  from  the  annual  reports  for  1917  of  the  Secretary  of 
War  and  the  Quartermaster-General,  which  praised  the  work  accom- 
plished hy  the  committee  of  railway  executives  in  moving  this  war 
material. 

The  witness  said  that  the  enormous  Increase  in  export  business 
due  to  the  war.  and  the  great  stimulation  of  manufacturing  and  other 
activities  growing  out  of  the  entrance  of  this  country  into  the  strug- 
gle^ brought  about  a  complete  change  In  the  whole  economic  situa- 
tion and  placed  Increased  burdens  on  the  railroads. 

"Of  course  congestions  and  confusions  followed  for  a  time,  as  was 
to  be  expected."  said  Mr.  Willard,  "but  with  all  the  difficulties  grow- 
ing out  of  an  unusual,  unforeseen  and  unprepared  situation,  the  total 
freight  service  performed  hy  the  railroads  of  the  Tnlted  States  in  1!M7 
reached  the  high  figure  of  430  billion  ton  miles,  an  Increase  of  127 
billion  ton  miles  above  the  tonnage  handled  hy  the  same  railroads 
two  years  previous,  and  this  Increase  alone,  as  pointed  out  hy  Mr. 
Julius  Kruttschnltt.  was  more  than  the  total  ton  miles  handled  In 
the  last  year  of  record  by  all  the  railroads  in  Germany,  Austria, 
France  and  Great  Britain  put  together." 

One  of  the  outstanding  reasons,  however,  for  the  President's 
action  In  taking  over  control  of  the  railroad  systems  of  the  country. 
Mr.  Willard  said,  was  the  financial  condition  of  the  carriers,  "which 
condition  had  been  brought  about  by  the  rapidly  mount  ing  cost  of 
operation,  caused  by  the  war.  together  with  a  fixed  basis  of  earnings-" 

"I  say  'fixed  basis  of  earnings'  because  the  railroads,  under  the 
law.  \\h,-ie  unable  to  advance  their  rates  without  permission  from 
the  Interstate  Commerce  Commission,  and  the  Commission  did  not 

;  willing  (perhaps  did  not  feel  authorized  under  the  law)  to  deal 
with  the  matter  with  such  promptness  and  liberality  as  the  situa- 
tion. In  my  opinion,  demanded.  It  therefore  cunie  about  in  the  latter 
part  of  11117.  as  shown  by  the  monthly  report!  of  the  carrier!  that 
rapidly  mounting  expens.  oraumtalK  an  Increasing  amount  of 

gross  earnings  each  month,  and  it  was  clear  that  unless  the  tendency 
should  be  promptly  cheeked  and  overcome,  the  railroads,  or  many  of 
them,  would  not  be  able  to  continue  as  sound  financial  institutions 
Pome  have  said  that  this  In  Itself  Indicated  a  breakdown  of  the  rail- 
roads. I  cannot  agree  with  that  point  of  view.  I  repeat,  however, 
that  It  might  he  said  that  the  situation  Indicated  a  breakdown  or 
failure  of  the  form  of  regulation  In  effect  at  that  time,  when  sub- 
jected to  the  «evi-re  test  of  conditions  brought  about  by  the  war." 

One  cause  for  confusion  In  the  transportation  system  in  1917  thai 
led  up  to  federal  control.  Mr.  Wlllard  said,  was  the  issuance  b\ 
Innumerable  government  itives  of  priority  orders  by  which 

certain  freight  shipments  designed  for  war  purposes  were  riven 
preference  over  other  commodities. 

It  was  not  until  after  the  roads  were  taken  over  by  the  President 


that  there  was  am  central  governmental  agency  authorized  to  deal 
. broadly  and  effectively  with  the  relative  importance  of  the  traffic  to 
be  moved,  the  witness  said.  This  lack  of  such  supervision  and 
direction,  he  added,  was  largely,  if  not  entirely,  responsible  for  the 
unusual  accumulation  of  cars  In  the  fall  of  1917,  particularly  at  east- 
ein  terminals.  Mr.  Willard  called  attention  to  an  instance  where 
l."uO  cars  loaded  with  piling  were  shipped  to  the  Hog  Island  ship- 
yard, but  when  the  cars  arrived  it  was  found  that  no  arrangements, 
had  been  made  In  advance  to  dispose  of  them. 

"This  particular  situation  was  typical  and  differed  only  in  degree 
from  dozens,  yes,  hundreds  of  others,"  the  witness  said. 

In  closing  his  rebuttal  testimony  before  the  committee  April 
6,  Mr.  Willard  made  a  plea  that  the  railroads  be  permitted  to 
work  out  their  problems  without  unnecessary  and  burdensome 
interference. 

Declaring  that  he  desired  to  reply  "to  certain  statements 
made  early  in  the  period  -of  federal  control  which  tended — 
whether  meant  to  do  so  or  not — to  cast  discredit  unjustly  upon 
the  private  management  of  the  railroads,"  Mr.  Willard  called  at- 
tention to  statements  made  by  Mr.  McAdoo  in  which  it  was 
said  that  from  December  28,  1917  to  January  5,  1918  one  hun- 
dred and  thirty-two  engines  were  frozen  up  at  the  east  side 
Philadelphia  round-house  of  the  Baltimore  &  Ohio  Railroad  and 
that  the  round-houses  were  obsolete  and  were  still  being  used 
to  house  locomotives  more  than  twice  the  size  for  which  the 
houses  were  designed.  Mr.  Willard  said  that  both  he  (Mr.  Wil- 
lard) and  P.  H.  Clark,  general  superintendent,  motive  power,  of 
the  Baltimore  &  Ohio  Railroad,  investigated  the  matter  shortly 
after  the  charge  had  been  originally  made  and  found  that  out 
of  the  total  number  of  engines  reported  frozen  up,  108  actually 
came  Into  the  terminal  hauling  their  trains  while  the  cost  of 
repairing  the  132  locomotives  reported  as  frozen  up  totaled 
$126.29  or  less  than  an  average  of  $1  per  engine.  He  also  said 
the  statement  as  to  the  round-houses  was  incorrect. 

Mr.  Willard  said  he  called  the  Railroad  Administration's  at- 
tention to  a  statement  identical  to  that  of  Mr.  McAdoo's,  which 
appeared  in  the  operating  section  of  Mr.  McAdoo's  annual  report 
for  1918  and  pointed  out  that  such  a  statement  was  not  only 
inaccurate  but  gave  an  entirely  wrong  impression.  The  state- 
ment remained,  however,  in  the  annual  report,  Mr.  Willard  said. 

"Why  should  such  a  matter  as  that  be  so  magnified?"  asked 
Chairman  Cummins  and  Senator  Fernald  of  Maine  simultaneously. 

"It  was  for  the  purpose  of  discrediting  private  ownership— 
at  least  that  is  my  own  private  guess,"  replied  Mr.  Willard. 

Replying  to  statements  that  have  been  made  as  to  the  in- 
efficiency of  labor  during  the  war,  and  referred  to  by  Mr.  McAdoo 
in  his  testimony,  Mr.  Willard  said  that  he  did  not  think  this 
criticism  applied  to  the  men  in  the  train  and  engine  service 
generally  but  that  it  did  apply  particularly  to  the  unskilled  labor 
and  to  the  men  connected  with  the  shopcrafts.  Mr.  Willard  said 
that  he  had  no  reason  to  say  that  those  men  were  not  loyal  and 
patriotic  but  that  regardless  of  their  patriotism  and  loyalty 
they  were  not  in  all  cases  as  efficient  in  their  positions  as  the 
men  whose  places  they  had  taken  oft  times  because  of  thetv 
physical  ability,  skill  and  mechanical  efficiency. 

When  Mr.  McAdoo  was  before  the  committee  he  testified 
that  in  February  and  March,  1918,  the  war  was  saved  for  America 
and  the  allies  through  "arresting  the  domestic  commerce  of 
America"  and  by  rushing  17,500,000  bushels  of  grain  to  four  At- 
lantic ports.  Mr.  Willard  said  during  the  same  period  in  1917 
the  railroads  had  delivered  more  than  54,000,000  bushels  of 
grain  to  the  same  ports  for  shipments  abroad,  "three  times  as 
much  as  referred  to  by  Mr.  McAdoo  without  interfering  with 
the  domestic  commerce  of  the  nation.  Mr.  Willard  closed  bis 
statement  as  follows: 

In  conclusion,  I  gathered  from  a  careful  reading  of  his  statement 
before  this  committee  that  Mr.  McAdoo  desired  to  show: 

1.  That  the  railroads  under  private  management  and  previous  to 
federal  control  had  broken  down  as  transportation  agencies,  and  that 
it  became  necessary  on   that  account  for  the   President  to  take  pos- 
session and  assume  control  of  the  railroads  as  a  war  measure; 

2.  That  the  operation  of  the  railroads  while  under  federal  control 
had  been  much  more  efficient  and  economical  than  under  private  con- 

the  properties  were  returned  to  their  owners  on  the  1st 
of  March,  1920.  with  facilities  and  equipment  much  improved 

3.  That  the  railway   managers  found  it  necessary  soon  after  the 
termination   of   federal   control    to    call    on    the    Interstate    Commerce 

mimission  for  help,  and  further,  because  of  the  abandonment  of  the 
unified  practices  introduced  during  federal  control,  the  operation  of 
iS?Ar?u  Hnder  thelr  owners  was  less  efficient  and  less  economical  in 
1920  than  it  was  during  the  period  of  operation  by  the  Director  Gen- 

I  hape  endeavored  to  show  to  this  committee   that   not  only  had 

mV8,      .1  ?oH°t     -S       ivi *T,n  as.transportation  agencies  in  1D16  and 

2  i      I, i'-   ,iy       r'   McAdo°-   but   that   on  the  contrary   they  per- 

,mm«  tv, »   H      the  greatest  transportation  service  ever  accomplished 

up   to   that   time.      The  efficiency  of  the   railroad*   in    1117   wa«    freoiv 


the   transportation    requirements   incidental    to    the    government's   war 
•eed  from  all  the  restrictions  surrounding  their  operations 
VnVw    '  1  yenT'    ll  Js   not    surprising   that   the   railroads   in 

i^TedaphpVVoCxfee^%^ 

^^^^r^^^^^^^^t^^^T^^ 

President  cannot,   in   mv  opinion,  be  sustained-  hut  whetlier  It  can 
.-,, .stained   or  not.   that  question    has   no   direct    hearing ^whatever  upon 

an^^tanrqSo^of^fa^^TfSrrs1^^ 
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claim,  and  ax  I  I-  h-  \.-.  that  the  romlition  of  the  carriers  as  a  whole 
was  tower  at  tin-  •  n<l  of  ;.  .••  i  ,1  rontrol  than  at  tin-  IK-KIIIIIIML;.  then 
ill  standard,  however  Rreut.  niii.it  }•••  made  up.  and 
unless  it  is  niade  up  from  moiiied  paid  to  H  •••  the  -I;:-  •  t.'i 

general  on  account  of  under-maintenance.  it  will,  of  course,  have 
to  be  done  with  monies  collected  from  the  (jeople  through  the  medium 
of  transportation  charges.  The  question  Itself  has  a  very  intimate 
relation  with  th.  inter-  basis  of  r 

It   la   true,  as  Mr.    McAdoo  states,   that   the   railway  managers  did 

take   up  with  the   Interstate  Comiii  mission   shortly  after   the 

nation    of    federal    control,    and    as    contemplated    in    the    Ksch- 

iiiina  act.  certain  matters  pertaining  to  the  then  transportation 
situation.  It  is  also  true  that  in  co-operation  with  the  Commission. 
and  in  full  accord  with  the  provisions  of  the  act.  the  railroads  under 

•ite  management  In  1*20  w.  re  able  to  move  and  actually  did  move. 

nearly  2  per  cent  more  ton  miles  than  moved  before  under 

any  circumstances.     It  seems  to  me   that  the   results  so  obtained  not 

•irled   th.-  carriers  In  their  action,   but  also   fully  Justified  the 

'••    in   a   critical   manner  to   th.-    .  :iti- 
I    in    Mr.    Mi-Ailou's    statement. 

In  fact.   I  am  inclm-  -mt  the  real   merits  of  the  im.-xtlons 

actually    U-for-  mittee    ha  I  .secured  and    ma.le    more 

•   because  of  too  much  criticism  on  both  sides. 
My  own  judKni.-nt  leads  me   to  tin-   I>.M..H  .I.L:   >  onrlusion*: 
1.     Cm;,,-...  icted    wisely    In    1S1«    when    It    made    provision 

in    .  •     t.ikinir    over   of    the    railroads    by    the    President 

such   action    in    his  judgment   should   seem   necessary   as   a 
war  meat  - 

-••'     ••:-•:•:•  '  'instance*,    acted    wisely    when 

'"   '  of  the  power  granted  him  as  a  war  measure,  he  took 

possession  of  the  railroad*  on  December  2S.  1917. 

armistice    there   was   certainly    no    reason    why    the 
•lent  should   longer  retain  possession  of  the  properties  as  a  war 
measure.      It   was    recognised   by   all.    however,    that    it    would   be   both 
unwise    and    destructive    to    terminate    federal   control    until 
should  provide  a  better  method  of  regulation  than  had  been  In  effect 
previous  thereto.     Owing  to  the  magnitude  of   the  problem   so   pr.  - 
-  '•<••'•  10  Cwnmsji     ;    .•    -   r.  ......   r  to  |      loaf;  Uk*  pi      id     :   ••    • 

control  until  March  1.   1*20. 

.ssmui-h  as  Congress  had  never  authorised  the  President   to 
••••Paweaslon  and  assume  control  of  the  railroads  for  the  purpose  of 

wreloplng  the  relative  merits  of  private  ownership  and  operation 
versus  K.  .,,1  an<j  operation,  any  steps  In  th»r 

«    the    period    of    federal    control    and    v, 

•-  «i   Interests  of  the   put 

of    the    carrier    nioperti.s    *.  unfair,    unwarranted    and 

Illegal  l»-cau«.  not  Justified   by  law. 

ess  Itself  bavin.  ipon  th,-  policy  of  private  own- 

the    railroads,    with   governmental    regulation. 
!•••  -.  Ml  .1      ,-.-,..      .......        ...  .  .    .,  . 

tetenalned  upon.     Nothing  haa  yet  develop 

erred  In  Ms  decision  terminate  federal  control  and  operation 

n  the  scheme  of  regulation  which  It  provided  for  the  future  opera  - 

of  the  roads    while  mu.  h  that  ha*  happened  ,  imlnatlon 

?L  fwT.!?'  ™"'r°l.  tends  to  justify  the  ...  ngrras  and  confirm 

the  wisdom  of  the  transportation  i. 

•-.    What  the  railroads  n-  Mian  anything  else  at  the  pres- 

i*  an  opportunity   m  t    to  wor|,  oul 

without  unnecessary  ami 

hare    rtV    utmost    confidence    that    they    will    successfully    .iirmount 
th*''  nmciiltles   If  given   a   fair  chance   to  do  so.      I   am   also 

£^i£££!Z,  wl"  "rovld'  '"«•  P«>Pl*  of  «h>«  country  with  .de- 
Vo.,iT?*P^li  f*H°"  "  "•••on"bl«>   "•««•  •'  -tes  than  are   to 

found  for  similar  service  In  any  other  countr  ,,rld      This 

dkl  do  undr  lh*   f'ultv   •«•""«•.  of   regulntlon    m  *tt"A 

*>  -  ' 


POMERENE  LAW  AMENDMENT 

Tkt  Tnfe  W»rtd  Wukingion  B.xi. 

Senator  Pomerene.  chairman  of  a  sub-committee  appointed 
by  Senator  Cummin*  to  consider  the  bill  (8.  2530)  to  amend 
:h«  Pomerene  bill  of  lading  law.  held  a  hearing  April 
member*  of  the  committee  are  Senators  PolnuV\ 
and  Myers.  The  latter  wa>  present  a  short  time  at  the  hear- 
Oc*t  liP'l'Wr1  °f  thC  b'"  W"  printed  ln  The  Tr»fflc  Worl.l. 
After  statements  had  been  made  by  Francis  B.  James, 
formerly  chairman  of  the  committee  on  commerce,  trade  and 
commercial  law  of  the  American  B»r  Association:  W  H  H 
Platt.  present  chairman  of  that  committee;  \V.  H  Chandler. 
representing  the  Boston  Chamber  of  Commen-e:  R.  S  French 
appearing  for  the  Joint  council  ,,r  the  National  League  of 
Commission  Merchants,  the  International  Apple  Shippers' 
Association,  and  the  Western  Fruit  Jobbers'  Association,  and 
•ayelte  I!  [>.,w.  counsel  for  thoiie  aiisoclatfons.  Senator 
Potnerene  adjourned  the  hearing  until  April  10. 

Alfred    P.    Thorn.    Jr..    appearing    for    the    carriers,    asked 

that   opportunity   be  affoi  railroads   to  appear   If   thev 

wished  to  do  so.     Henry  Wolf  Blkle  will  appear  for  the  eastern 

triers,  Srnator   Pomerene  said.     The   hearing   was   call,.!    ,,n 

rather  short  n. 

Mr  James,  who  made  the  Initial  statement,  told  of  the 
efforts  in  the  past  to  get  the  bill  of  lading  law  changed  along 
the  llm-«i  provided  in  the  pending  bill. 

He  said  the  bill  was  approved   by  the  A.  B.  A.  committee 
that  as   to  sections   20a  and   21    of   the   bill    the   American 
Association    had    withheld   action   because  of   the    varying 
view*  on  those  section!). 

James  said  the  carriers  were  unanimously  opposed   to 

H.    -hen  took  up  each  section  and  explained 

hanges  the  proposed   legislation   would   makp  in   the  exist- 

s  said   there   was  no   objection    to   section    2:    that 

Za  was  simply  a   restatement   of  section    2  now   in    the 

i  3  was  the  same  as  the  law  with  the  exception 

llmlnatlng  the  clause    'unless   ujx>n  Its  face  and   In   writing 

:«•«  to  by  the  shipper"  at   the  end   of  that    section. 


Section  3a  of  the  bill,  he  said.  Is  a  new  section  which 
would  make  it  mandatory  on  the  carrier  to  issue  a  straight 
bill  or  an  order  bill.  A  proviso  at  the  end  of  the  section,  he 
said,  provides  that  a  carrier  shall  not  be  required  to  issue  a 
straight  bill  of  lading  covering  ocean  carriage.  He  said  it 
was  very  unusual  to  issue  a  straight  bill  covering  ocean 
carriage.  Mr.  Chandler  said  there  was  no  objection  to  the 
proviso.  Section  14,  he  said,  was  drafted  with  the  view  of 
amplifying  the  present  law  in  order  to  make  the  bill  of  lading 
a  more  useful  document  in  case  of  foreign  shipments.  Sec- 
tion 19a,  he  said,  is  merely  a  transfer  of  part  of  the  language 
of  section  21  in  the  present  law.  Section  22  of  the  bill  would 
amend  the  present  section  22  by  eliminating  the  words  "the 
receiving  of  goods."  the  insertion  of  which,  he  said,  had  destroyed 
the  purpose  of  section  22.  Section  29,  he  said,  would  eliminate 
the  words  "free  from  existing  equities"  from  the  present  sec- 
tion 29.  These  words,  he  said,  were  a  perfect  absurdity  because 
they  ciniaineil  the  implication  that  a  straight  bill  could  be 
negotiated. 

Mr.  James  then  took  up  Section  20a  and  fl  which  are 
opposed  by  the  carriers.  These  sections  were  referred  to  in  a 
letter  received  by  Senator  Cummins  from  Commission  Esch  on 
behalf  of  the  legislative  committee  of  the  Commission.  The 
letter  follows: 

In  response  to  the  request  made  through  Mr.  Moore,  clerk  of  your 
committee  ur  .if  March  1,  1922,  asking  for  a  report  and 

intiiuliii -eil    l.y    Senator    I'oin- 

nelit    .'111     act    entitled.     'All    .'li't     rrllllillg    tO 

I. Ill*  of   lading   In   Interstate   and   foreign   Oommerce.'   approved   August 

In  lookliiK  Int..  -'i.    Mils  of  InillnK  legislation  we  MM. I 

that  In  a  report  ma  1'iouty  January  7.   1H13.   to  Chair- 

man Adumson  o(  tr>.  ttee  on  Interstate  and  foreign  com- 

•i.it-  liill  providing  for  a  bills  of  lading  act  he  made  the 
following  statement:     "This  commission  has  no  special  knowledge  and 
n  i    in.  in-  of    uiii.i  mini;    itself   a.-   to  the   tlnnnciHl    features  of  the  pro- 
posed   I. ill    ami     IM-KS    t"  "in     .  \pi..-Miis    any    opinion 
This   vi.-w    wa-                        i    In   h>    Chairman   Clark    In  H   report 
tlnnds  uniler  date  of  June  II.  11113.  also  in  a  n-port 
•          hull-man    Adamson     under    .late    of 
'••ill-man   Meyer  In  a  report   to  Chaiiinan 
•16.     All  these  reports  prer.  ,1.  ,|   the 

enactment    of    tin     . M.-IHIK    I. ill*    of    lading    act    which    was    approved 
August  1*.   1»1«.     In  hearings  held  by  the  committee  on  intei.Hat-  an. I 

<•   on   S.    19,    1st  session,   64th   Congress. 

•••-.-,..  ,.  .  .  •       nd  Hall  personal!)   ipp<  arsd  and  -  <\  a 

-..:.. n   to  the  same  view.     As  to   th.     i-.  H.IIIIK   hill  the  Commission 

still    draws   •    ••  the    ci.mniei.-iMl    f.-atni.-    a  ml    the 

transportation   features.     The    new    iluties   Imposed   upon    the  Cominls- 

••          nt   it   In  considering 
"Intiun    lays    hArdcnx    upon    carriers    for 

other  than   transput  tation   reasons,   and.   if   time    p.  imitt.-il.   imuht    lea.l 
us  Into  «t  iion  of  that   aspect.      Uut   until   further  study  Khali 

have  put   us  In  position  to  do  this  we  ailh. -n-    to   the   i>osltlon   lu-i 

in  the  long  run.  has  to  pay  the  e...-t  of  hank- 
ing and  i.'  r  It  should  pay   for  certain   feat 
In  Its  .leallngn  n  those   with  the  banks  Is  a  ques- 
tion                                            •  'ongress. 

.son    why    a  carrier   nhoul.l    l»- 

what    Is   Isaposejd    upon    it    h>    tin-   proposed  Sec.    20   (ai. 
any   more  than  what   Is   Imposed    upon    it    l.\    Bee.    il.    hut    un.l.-r 
SO    (si    It    Is    n.  ,|    that    the    carrier    may    make    an 

the   I. ill   which   appears  to  be  sufflclenih 

.iinment.  namely,  the  provision  on  page  7  for 

of   freight   other  than   hulk   freight.    \,\ 

•-.    upon   the  wi  .«t   of  the   shipper,    the   latter   nkall 

pay  •  Just  and  reasonable  charge  "   '     •     •     and  such  common  . 
need  not  Ille.   pudlmh  or  post  »nl<l  chnr^e  or  •  inl«>.ly   the  name   in 
tariff  or  any    publication,    an.l    such   charge   shall    !»•   the   Ktibject   of  a 
•    iM-twe,  n   the    xhipiM-r  an, I    the  i  i. mini. n  car- 
I'-tter  and  spirit  of  the  Interstate  Com- 
ii   1.  paraKiaph   (3)  of  that  act,  transportation 
I      Otmeri     i     »•  1 1 1     t  hi      .  •  •    •  •       ell  vei       eleva- 

lt\    n.itlon  ii.  paragraph    111.  . 
in  their  tariffs,  "all  terminal  charges,  storage 
harges  which    the  Commission 


may    require,    n 
ruI^sVJV    regula 
air}1  part 
or  the  value  of 


tes   or   facilities    grunted    or   allowed    and    any 
Ich    In   any   wise   change,    affect    or    .l.i.imine 

Hiich  aforesaid  rates,  fares  and  charges. 

•  lered   tu  the  passenger,  shipper  or  cmi- 

..f  the  hill,  iis  nlmvi-  <|iioteil.   It   I.M  olivlotis 
lunities  for  discrimination, 
nit   as  to   the    form   of   the   hill   that    It    would 

•ion   of  the   Pomerene  act  which  Is  to  he 
il  an.l  show  Just  whnt  Is  done  than  to  handli- 


shlon attempted   In   the  bill.      I  n.i 

2.    3.    14.    19.    20.    21.    22   and    2:1    of    the 


that   tin  i 

\V.        !..•[. 
' 

amended  or  suppten 

the  mutter  In   ' 

•h.     hill,    page 

Corner,  m-     n.  t    nr.-       uniemleil    nnd    supnli  inenti-il    so    ns    to"read    iis 

follows:"     Then  are  shown  sections  designated  2.  2   (a).  3    3   (a)     14 

1»  (a)    20  (a).  21.  22  and  ,,f  the  hill,  page  n.  n  p,-al«  Sections 

.  S.   14.  21.  22  and  2:>  of  the  Pomerene  act.     Aside   fiom  the   fact   (hut 

It  would  IN-  better  form  to  Insert  as  new  sections  those  designated   l>\ 

*»    '  "ulit   at    the  outset  as  to  the  fate  of  Sections 

.'»    nf    the    orlKlnnl    art.      They    are    not    n-p.  ..I.  .1    .-xpreHsly    ht 

I'-n    3    of  the    hill,    and    from    this   we    nather    that    they    were'   not 

il'd.      In    spite    of    this,    we    think    tluit    the> 

I    which  nniendH  and   supplements  them  "so  ns  to 

reads  as  follows"  and  then  falls  to  show  them. 

Mr.  James  said  the  carriers  objected  to  the  general  princi- 
ple of  section  20a.  Section  21.  he  said,  was  a  reiteration  In 
part  of  section  21  in  the  present  law.  Much  of  the  discussion 
before  the  comnn  •  ,i|  around  these  two  sections  which 

are  as  follows: 

That    when   goods   are   loaded    by    n   shipper   at   a 

piihlli    team   tr  i    pulillc   frelKlii    house  or  nt  n   puhlie   frelKht 

platform    at    a    *t.ifu>n    where    the    enmmnn    c-arrler    maintain*    a    freight 

••ich    caril.r   xhsll.   on    written    ie<|uent    of   such    shipper,    and 

when  given  a  reasons  bta  opportunity  hy  the  shipper  so  to  do  during 
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the  loading,  count  the  pieces  or  packages  of  goods  or  make  other 
proper  description  thereof  and  ascertain  the  kind  and  quantity,  If  hulk 
freight,  within  a  reasonable  time  after  such  written  request,  and  such 
carrier  shall  not.  in  such  cases,  insert  In  the  bill  of  lading  "Shipper's 
weight,  load  and  count,"  or  other  words  of  like  purport  indicating  that 
the  goods  were  loaded  and  counted  by  the  shipper  or  the  description 
of  them  was  made  by  him.  If  so  Inserted,  contrary  to  the  provisions 
of  this  section,  said  words  shall  be  treated  as  null  and  void  and  as  if 
not  inserted  therein. 

That  a  common  carrier  shall  not  by  notice,  receipt,  contract,  rule, 
regulation,  practice  or  tariff  seek  to  give  to  a  bill  of  lading  Issued 
under  the  circumstances  above  stated  the  effect  of  a  bill  of  lading 
containing  the  words  "Shipper's  weight,  load  and  count,"  or  words  of 
like  purport;  and  any  attempt  so  to  do  shall  be  null  and  void. 

Section  21.  That  when  goods  are  loaded  by  a  shipper  otherwise 
than  as  provided  in  Section  20  (a)  the  common  carrier  may,  by  insert- 
ing In  the  bill  of  lading  the  words  "Shipper's  weight,  load  and  count," 
or  other  words  of  like  purport,  indicate  that  the  goods  were  loaded, 
counted  and  weighed  by  the  shipper  and  the  description  of  them  made 
by  him;  and  if  such  statement  be  true,  the  carrier  shall  not  be  liable 
for  damages  caused  by  the  improper  loading  or  by  the  non  receipt  or  by 
the  misdescription  of  the  goods  described  in  the  bill  of  lading:  Pro- 
vided, however.  That  where  the  shipper  of  bulk  freight  installs  and 
maintains  adequate  facilities  for  weighing  such  freight,  and  the  same 
are  available  to  the  common  carrier,  then  the  common  carrier,  upon 
written  request  of  such  shipper  and  when  given  a  reasonable  oppor- 
tunity so  to  do,  shall  ascertain  the  kind  and  quantity  of  bulk  freight 
within  a  reasonable  time  after  such  written  request,  and  the  common 
carrier  shall  not  in  such  cases  insert  in  the  bill  of  lading  the  words 
"Shipper's  weight,  load  and  count."  or  other  words  of  like  purport, 
indicating  that  the  goods  were  loaded  and  weighed  by  the  shipper  and 
the  description  of  them  made  by  him,  and  if  so  inserted  contrary  to 
the  provisions  ot  this  section,  said  words  shall  be  treated  as  null  and 
void  and  as  if  not  inserted  therein:  And  provided  further.  That  where 
a  shipper  of  freight  other  than  bulk  freight  installs  and  maintains 
adequate  facilities  located  within  the  yard  limits  of  a  freight  agency 
station  of  a  common  carrier  for  inspecting,  checking,  and  counting 
freight  other  than  bulk  freigh^.  and  the  same  Is  available  to  the  com- 
mon carrier,  then  the  common  carrier,  upon  written  request  of  such 
snipper,  and  when  given  a  reasonable  opportunity  by  the  shipper  so 
to  do  during  the  loading  shall  ascertain  the  pieces  or  packages  or  other 
proper  description  of  such  freight  other  than  bulk  freight  within  a 
reasonable  time  after  such  written  request,  and  the  common  carrier  shall 
not  in  such  cases  Insert  in  the  bills  of  lading  the  words  "Shipper's 
weight,  load  or  count,"  or  other  words  of  like  purport,  indicating  that 
the  freight  other  than  bulk  freight  were  loaded  and  counted  by  the 
shipper  or  the  description  of  them  made  by  him.  If  so  inserted  con- 
trary to  the  provisions  of  this  section  such  words  shall  be  treated  as 
null  and  void  as  if  not  inserted  therein,  and  for  the  services  performed 
by  the  common  carrier  under  this  last  proviso  of  which  this  forms  a 
part  the  common  carrier  shall  collect  from  such  shipper  and  such 
shipper  shall  pay  to  such  common  carrier  a  just  and  reasonable  charge, 
which  charge  shall  include,  among  other  things,  the  full  and  complete 
cost  of  such  service  and  a  just  and  reasonable  return  and  a  just  and 
reasonable  profit,  and  such  common  carrier  need  not  file,  publish  or 
post  said  charge  or  embody  same  in  any  tariff  or  any  publication,  and 
such  charge  shall  be  the  subject  of  a  private  agreement  by  and 
between  the  shipper  and  the  common  carrier. 

That  in  cases  where  by  this  section  a  common  carrier  is  forbidden 
to  Insert  in  a  bill  of  lading  the  words  "Shipper's  weight,  load  and 
count,"  or  other  words  of  like  import,  such  common  carrier  shall  not 
by  notice,  receipt,  contract,  rule,  regulation,  practice  or  tariff  seek  tn 
give  to  a  bill  of  lading  the  effect  of  a  bill  of  lading  containing  said 
words  or  words  of  a  like  purport;  and  any  attempt  so  to  do  shall  be 
null  and  void. 

Mr.  James  said  there  was  no  objection  to  the  second  para- 
graph of  section  20a.  The  objection  to  section  21  was  directed 
to  that  part  beginning,  "and  provided  further,  that  where  a 
shipper  of  freight  other  than  bulk  freight  installs  and  main- 
tains adequate  facilities,"  etc.,  and  ending  with  the  last  sen- 
tence of  that  proviso  which  concludes  with  the  words,  "and 
between  the  shipper  and  common  carriers." 

Rather  than  take  the  chance  of  killing  the  rest  of  the  bill, 
Mr.  James  said  it  was  agreeable  that  the  part  of  the  section 
referred  to  be  stricken  out.  Senator  Pomerene  said  he  had 
received  a  number  of  letters  from  shippers  protesting  particu- 
larly against  the  last  four  lines  of  the  proviso  reading,  "and 
such  common  carrier  need  not  file,  publish  or  post  said  charge," 
etc.  The  senator  said  he  thought  the  clause  in  question  would 
permit  practices  as  vicious  as  that  of  rebating.  He  then  referred 
to  the  criticism  of  the  Commission's  legislative  committee  on 
that  part  of  the  bill. 

Mr.  Piatt  said  he  simply  wished  to  indorse  what  Mr.  James 
had  said.  He  said  his  committee  would  approve  elimination  of 
the  proviso  under  discussion. 

Mr.  Chandler  spoke  particularly  in  favor  of  enactment  of 
section  20a  and  against  the  proviso  in  section  21  previously  dis- 
cussed. With  reference  to  section  20a  he  said  the  New  Haven 
refused  to  issue  a  clean  bill  of  lading  at  the  freight  station, 
except  in  instances  where  the  "influence"  was  strong  enough 
to  get  such  a  bill. 

"We  are  asking  you  to  make  compulsory  what  the  railroads 
are  doing  in  many  cases,"  said  he,  pointing  out  that  other 
roads  did  not  refuse  to  issue  clean  bills.  He  said  the  section 
would  be  a  protection  for  the  consignee,  and  protect  the  car- 
rier against  improper  claims. 

Mr.  Chandler  said  if  he  were  appearing  for  a  railroad  he 
would  fight  the  part  of  section  21  which  Mr.  James  said  could 
go  out.  He  said  its  enforcement  would  compel  the  railroads 
to  employ  a  large  number  of  checkers.  He  said  the  chief  objec- 
tion was  that  the  railroads  would  be  required  to  send  out  and 
check  freight  at  the  business  place  of  the  shipper  and  that  the 
influence  on  the  checkers  might  be  bad  for  the  roads.  He  said 
a  railroad  wouldn't  want  its  employe  "under  the  domination  of 
outside  influences."  He  said,  however,  that  the  Boston  Cham- 
ber of  Commerce  would  not  object  to  the  section  except  that  it 


did  not  wish  to  see  the  remainder  of  the  bill  jeopardized  by 
provisions  which  would  center  railroad  opposilion  on  the  bill. 

Coming  back  to  section  20a  he  suggested  that  the  words, 
"and  employes  to  receive  freight,"  be  inserted  after  the  word, 
"agency,"  In  the  lines  reading,  "where  the  common  carrier 
maintains  a  freight  agency."  He  said  he  suggested  that  in 
fairness  to  the  railroads  because  there  was  no  dealre  to  force 
the  roads  to  put  on  additional  help.  This  change  was  agreed 
to  by  the  shippers'  representatives  present. 

Mr.  French  said  his  clients  were  in  accord  with  the  bill  up 
to  and  including  section  20a  with  such  suggestions  as  made  by 
Mr.  Chandler.  He  said  he  desired  more  time  as  to  section  21, 
but  that  he  was  in  accord  with  reference  to  elimination  of  the 
part  of  that  section  relieving  the  carrier  of  publishing  the 
charge  agreed  upon  between  the  carrier  and  shipper  for  Hit* 
service  provided  therein. 

In  response  to  a  question  by  Mr.  Dow,  Mr.  James  said  the 
clause  referred  to  by  Mr.  French  had  been  put  in  from  the 
railroad  point  of  view  and  that  the  clause  provided  for  some- 
thing that  was  an  actual  existing  practice. 


SOUTHERN  CLASS  RATE  INQUIRY 

The  Traffic   World   Washington  Bureau 

The  Commission  has  announced  a  program  of  hearings  and 
the  things  to  be  considered  thereat,  as  to  No.  13494,  its  Southern 
class  rate  investigation.  The  hearings  will  be  held  by  Com- 
missioner Eastman  and  Examiner  H.  C.  Wilson,  a  member  of 
Mr.  Eastman's  staff.  The  first  hearing  will  be  at  Atlanta  be- 
ginning May  22,  the  earliest  date  suggested  by  shippers  in  their 
conference  with  Mr.  Eastman  several  weeks  before  the  an- 
nouncement was  made.  A  long  list  of  fourth  section  applica- 
tions has  been  assigned  for  hearing  in  connection  with  the 
matter.  In  regard  to  the  case  the  Commission,  in  its  announce- 
ment of  program,  said: 

The  first  hearing  in  this  investigation  will  be  held  at  Atlanta,  Ga., 
beginning  May  22,  3922.  At  this  hearing  the  respondent  carriers  will 
be  expected  to  submit  consecutively  such  proposals  and  evidence  as 
they  may  wish  to  offer  with  respect  to  all  the  rates  under  investiga- 
tion. It  is  anticipated  that  not  more  than  30  days  will  be  required 
for  this  purpose,  and  the  carriers  are  requested  to  announce  as  soon 
as  possible,  for  the  convenience  of  interested  shippers,  the  order  in 
which  their  evidence  relating  to  various  topics  or  rate  adjusments 
will  be  presened,  and  the  dates  on  which  it  is  expected  that  the  evi- 
dence under  each  head  will  be  submitted.  If  it  is  found  impracticable 
to  complete  the  cross-examination  of  their  witnesses  at  Atlanta,  op- 
portunity for  further  cross-examination  will  be  afforded  a  one  of  the 
subsequent  hearings. 

Following  the  Atlanta  hearing,  other  hearings  will  be  held  in 
Asheville,  N.  C.,  New  Orleans,  L/a.,  Chicago,  111.,  and  New  York,  N. 
Y.  At  Atlanta,  Asheville,  and  New  Orleans,  evidence  will  be  received 
from  shippers  and  others  with  respect  to  rates  applying  wholly  with- 
in southern  classification  territory.  At  the  Chicago  hearing,  oppor- 
tupnity  will  be  afforded  for  the  presentation  of  evidence  by  others 
than  the  carriers  with  respect  to  rates  between  southern  territory 
and  Chicago,  St.  Ixiuis  central  territory,  or  Buffalo-Pittsburgh  terri- 
tory, including  the  relationships  which  such  rates  should  bear  to  those 
between  trunk  line  territory  or  New  England  and  southern  territory. 
At  the  New  York  hearing,  similar  opportunity  will  be  afforded  with 
respect  to  the  rates  between  southern  territory  and  trunk  line  terri- 
tory or  New  Kngland. 

The  dates  of  hearings  following  that  at  Atlanta  have  not  yet  been 
fixed.  In  order  that  this  may  be  done  to  the  best  advantage,  those 
who  wish  to  present  evidence  at  these  later  hearings  are  requested 
within  the  next  30  days  to  advise  the  Secretary  of  the  Commission  at 
which  of  the  above-named  points  they  wish  to  be  heard  and  the  time 
that  they  will  probably  require. 

The  general  rate  level  within  southern  territory  and  in  other  parts 
of  the  country  will  be  determined  by  our  action  in  the  general  rate 
investigation,  No.  13293.  Therefore,  it  will  not  be  the  primary  pur- 
pose of  this  inquiry  either  to  add  to  or  subtract  from  the  aggregate 
revenues  of  the  carriers,  but  rather  to  adopt  a  class-rate  structure 
which  will  be  as  simple  as  it  can  be  made,  with  due  regard  for  the 
public  interest,  and  free  from  undue  prejudice,  and  which  will  serve 
the  purposes  that  class  rates  ought  to  serve.  Some  of  the  ques- 
tions which  it  will  be  necessary  to  consider  are  these: 

(1)  Do  conditions  warrant  a  single  level  of  class  rates  through- 
out  southern  classification   territory?     If  not,   what  exceptions,   terri- 
torial or  classes  of  carriers,  should  be  made,  and  by  what  differences 
in   traffic   or   transportation   conditions   are  such   exceptions   justified? 

(2)  Should  all  class  rates  throughout  southern  classification   ter- 
ritory be  on  a  distance-scale  basis?     If  not,  should  the  rates  for  the 
shorter  hauls   be   on   a   distance   basis  with   the   rates   for  the   longer 
hauls  to  and  from  the  more  important  gateways  and  cities  on  a  specific 
or  group  basis,  and,  if  so,  should  these  rates  for  the  longer  hauls  be 
based  upon  a  distance  scale  or  how  should  they  be  determined?  Should 
there   be   distance  rates  and   group    rates   to  apply   alternatively?     II 
none  of  these  three  plans  is  favored,  what  basis  should  be  adopted? 

(3)  If  distance-scale  rates  should  be  adopted  in  whole  or  in  part, 
by   what   considerations   should   the   Commission   be   guided    in   fixing 
the  rates  for  the  initial  distance,  what  should  be  the  rate  of  progres- 
sion  and   why,    and   what   should    be   the   percentage    relationships   of 
classes  and  why?    The  Commission  is  particularly  desirous  of  thorough 
consideration   by   shippers   and   carriers   of  both   rates   of   progressloii 
and    percentage     relationships.      What     principles    or    considerations 
should   govern    these    matters?     In   this   connection,    is   it   feasible   to 
so  construct  class  rates  in  southern  territory  that  many  exising  com- 
modity rates  or  exceptions  to  the  classification,  carload  and  more  par- 
ticularly less  than  carload,   may  be  eliminated? 

It  is  obvious  that  in  the  consideration  of  these  and  other  ques- 
tions, it  will  be  necessary  to  have  reasonably  complete  and  accurate 
information  in  regard  to  the  existing  class  rates,  both  interstate  and 
intrastate,  and  In  regard  to  the  existing  commodity  rates  or  excep- 
tions to  the  classification  which  might  conceivably  be  eliminated  if 
properly  constructed  class  rates  were  adopted.  It  will  also  be  neces- 
sary to  have  information  indicating  the  extent  to  which  the  class 
rates  exhibited  actually  move  traffic  and  indicating  their  relative  im- 
portance from  a  revenue  standpoint. 

One   of  the  results   to  which   the   Commission   is   particularly   de- 
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slrotu  that  the  investigation  may  nliimat.-ly  lead  la  the  eatabllsh- 
iiu-nt  of  a  KT<  ••  of  harmony  brt«r«Mi  Interstate  and  Intra- 

Btate  rates  within  .soiiih.-in  t.-rritury.  If  this  result  la  accomplished, 
It  will  be  necessary  for  the  Commission  to  nx  interstate  class  rates 
which  may  serve  as  a  reasonable  and  proper  guide  to  the  state  com- 
missions In  the  adjustment  of  the  intrantate  class  rates.  To  this 
end  we  shall  confer  with  the  state  commissions,  but  It  Is  also  essen- 
tial that  the  record  shall  show,  as  nearly  as  may  be.  the  relative  vol- 
umes of  interstate  and  Intrastate  traffic  and  the  relative  levels  of  the 
present  Interstate  and  Intrastate  rates,  so  that  the  effect  of  any 
change  upon  agKregin  -  may  be  appraised. 

Similar  considerations  apply  in  the  establishment  of  a  class- rate 

POSITIONS  WANTED  OR  OPEN 
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MERCHANDISE  STORAGE  CO.,   INC. 


3/6  NORTH  PIER  STREET 


BROOKLYN,  N.  Y. 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 


710-11-12   I.aclrdr   (Jas   Light    Bldg.,  St.  Louis,   Mo. 


Write  for  list  of  clients  who  will  advise  you  of  our 
prompt  and  efficient  service  in  securing  refund  of  over- 
charges in  paid  freight  bills  and  settlement  of  loss  and 
damage  claims.  We  secure  results  after  others  have 
failed. 

A  trial  of  pur  service  will  make  you  a  permanent  and 
satisfied  client. 

We  handle  business  from  all  parts  of  the  United  States. 
Send  for  descriptive  circular  of  our  complete  service. 

Reference:       Union   Station   Trast   Co.,   St.   Louis,   Mo. 


Time!  A  dollar  or  more 
going  out  or  coming  in  at 
every  tick  of  the  clock. 
It  makes  a  big  difference 
whether  a  truck  is  a 
hustler  or  an  idler. 


Pierce -Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  $3200      3<-ton$4350     5-ton  $4850    fully  equipped 


774 


TIIK    TRAFFIC    WORLD 


Vol.  XXIX,  No.    It 


structure,  which  will,  if  lluit  I"1  feasible,  p.ive  the  way  for  an  elim- 
ination of  various  commodity  rales  or  exception*  to  the  classification. 
Tin-si-  MiKKestions  aii-  utTcrcd.  nol  in  any  way  as  un  exhaustive, 
but  as  an  indication  of  some  of  tin-  important  lines  of  information 
which,  in  tlic  opinion  of  the  Commission,  should  be  developed  by  the 
Investigation. 

Thfiv  arc  assiKned  for  hearing  In  connection  with  the  proceeding 
tin-  following  fourth  section  applications  or  portions  thereof  by  which 
tin'  carriers  named  a.s  parties  thereto,  ask  authority  to  charge  class 
rates  from,  to,  and  ln-twei-n  points  in  southern  territory  us  herein- 
after described  which  are  lower  than  the  rates  contemporaneously 
maintained  on  like  traffic  from,  to  or  between  intermediate  points: 

Aberdeen  .«,-  Ashel'on.  It.  K.  Co..  No.  .K{n:i ;  Aberdeen  &  Rockflsh 
R.R.  Co.,  No.  600;  Alabama  Great  Southern  H.  R.  Co.,  No.  542;  Ala- 
bama K  Vicksburg  Ity.  Co.,  Nos.  957,  1051,  1052,  1053  and  3607;  Apal- 
acliieola  Northern  R.  R.  Co.,  No.  3794;  Atlanta  &  West  Point  R.  R. 
Co..  No.  1"2I;  Atlanta,  Birmingham  &  Atlantic  Ky.  Co..  and  B.  L. 
Bugs,  Receiver,  Nos.  972  and  4671;  Atlantic  Coast  Line  R.  R.  Co., 
Nos  703  and  704;  Atlantic  &  Western  R.  R.  Co..  No.  2639;  Augusta 
Southern  It.  11.  Co.,  No.  1546  (Now  Georgia  &  Florida  Ry.  and  John 
SheUon  Williams.  Receiver). 

l',ail.->  steamboat  Co.,  No.  1808;  Baltimore  &  Carolina  S.S.  Co.,  No. 
008;  Baltimore  Steam  racket  Company.  Nos.  682,  988  and  990;  Ben- 
nettsville  .V  ('In-raw  It.  It.  Co..  No.  221;  The  Baltimore  &  Ohio  R.  R. 
Co.,  No.  1564!  Bansor  &  Aroostook  K.  R.  Co.,  No.  1789;  Bessemer  & 
Lake  iOrie  K.  K.  Co.,  No.  936;  Birmingham  &  Atlantic  R.  it.  Co.,  and 
Geo.  R,  Williams.  Receiver.  No.  3659;  Boston  A  Albany  R.  R.  Co.  (The 
Xew  York  Central  R.  R.  Co.,  Lessee;.  No.  3596;  Boston  &  Maine  R.  R., 
Nos.  607  and  1771;  Blue  Ridge  Ry.  Co.,  No.  1545;  The  Brimstone  R.  R. 
,v  i 'anal  Co.,  No.  4147;  Brookhavcn  *L-  lv.nl  River  R.  R.  Co.,  Nos. 
3618  and  4301;  Brunswick,  St.  Simons  &  Darien  Steamboat  Co.,  No. 
539:  The  Burnside  &  Burkesville  Transportation  Co.,  No.  3966. 

Cadiz  R.  R.  Co.,  No.  1919;  Callahan  Line,  No.  1057  (Now  Tri 
State  Navigation  Co.);  Carolina  &  North-Western  Ry.  Co.,  No.  60; 
Carolina,  Clinchfleld  &  Ohio  Ry.  Co.,  Nos.  1478  and  1479;  Central  of 
Georgia  Ry.  Co.,  Nos.  1531  and  1530;  Central  New  England  Ry.  Co., 
No  2022-  Charlotte  Harb*  &  Northern  Ry.  Co.,  No.  4149;  Chatta- 
hoochee  Valley  Ry.  Co.,  No.  1576;  Chattanooga  Southern  R.  R.  Co., 
No.  510:  The  Chesapeake  &  Ohio  Ry.  Co..  Nos.  1747.  1749,  1750,  1752. 


2351,  2354,  2355,  2357,  2368,  252H,  LT.IIII,  IT.01,  2502  and  2497;  St.  Mary's 
Ai  KiiiKslanci  It.  It.,  No.  4612;  Sanlord  &  Troy  It.  It.  Co.,  No. 
Savannah  \-  Statesboio  Ity.  Co.,  No.  3931;  Seaboard  Air  Line  Ry.  Co., 
No.  1573;  Smlthonla  &  Dunlap  H.  R.  Co..-  No.  4920;  Southern  Carolina 
Western  Ry.  Co.,  No.  5021;  Southern  Pacific  Co. -Atlantic  S.  S.  Lines, 
Nos  576  and  577;  Southern  Ry  Co.,  Nos.  1547  and  1548;  Southern  Ry. 
Co.  in  Mississippi  (now  Columbus  &  Greenville  R.  R.  Co.),  No.  2222; 
Southern  Transportation  Co.,  No.  1809;  South  Georgia  Ry.  Co.,  No.  62; 
Sparks  Western  R.  H.,  No.  1954;  Stone  Transportation  Co.,  No.  1807. 

Tallahassee  &  Montgomery  Hy  Co.,  No.  1022;  Tallulah  Falls  Ry. 
Co.,  No.  1534;  Tampa  ,M-  Jacksonville  Ity.  Co.,  No.  4641;  Tampa  North- 
ern R.  R.  Co.,  No.  3548;  Tennessee  &  North  Carolina  Ry.  Co.,  No  3662; 
Tennessee  R  R.  Co.,  No.  3968;  Tennessee  River  Navigation  Co.,  No. 
1574;  Tombigbee  Valley  R.  R.  Co.,  No.  1533;  Tuskegee  R.  R.  Co.,  No. 
1023;  J.  F.  Tucker,  Nos.  2055,  2056,  2057,  2060,  2061,  2062,  2063,  2066 
and  2067. 

Unicoi  Ry.,  No.  211;  Union  Point  &  White  Plains  R.  R.  Co.,  No. 
3917;  Union  Springs  &  Northern  Ry.  Co.,  No.  1476. 

Virginian  &  Southwestern  Ry  Co.,  No.  945;  The  Virginia  Ry.  Co., 
Nos.  925,  926,  927,  928  and  929. 

Ware  Shoals  R.  R.,  No.  2981;  The  Western  Ry.  of  Alabama,  No. 
1021;  Wilcox  &  Phillips  Boat  Line,  No.  1532. 

The  Yazoo  &  Mississippi  Valley   R.   R.   Co.,   No.   2043. 

Other  applications  of  the  carriers  respondents  herein  covering 
fourth  section  departures  in  the  adjustment  of 'rates  included  in  this 
proceeding  will  be  considered.  Therefore,  carriers  will  be  expected  to 
present  testimony  in  support  of  any  such  departures  which  they  may 
desire  to  continue,  and  to  furnish  reference  by  number  of  the  appli- 
cations filed  with  the  Commission  to  protect  such  departures. 


Co  No  1916;  The  Chicago.  Rock  Island  &  Pacific  Ry.  Co.,  Nos.  56 
and  475;  Cincinnati,  Burnside  &  Cumberland  River  Ry.  Co.,  No.  3971; 
Tile  Cincinnati,  New  Orleans  &  Texas  Pacific  Ry.  Co..  No.  3965. 

Danville  &  Western  Ry.  Co.,  No.  1544;  Dover  &  South  Bound  R.  R. 
Co.,  Nos.  1070  and  1071;  Durham  &  Charlotte  R.  R.  Co.,  No.  225;  Dur- 
ham &  Southern  Ry.  Co..  No.  1047. 

Eastern  S.S.  Lines,  No.  3480;  East  Tennessee  &  Western  North 
Carolina  R.  R.  Co.,  No.  4144;  Edgemore  &  Manetta  Ry.  Co.,  No. 
4503'  Erie  R  K.  Co.,  No.  1787;  Evansville  &  Bowling  Green  Packet 
Co  No  8'  Evansville  &  Indianapolis  R.  R.,  No.  3238  (Now  Evans- 
ville, Indianapolis  &  Terre  Haute  Ry.  Co.);  Evansville  &  Terre  Haute 
K.  R.  Co..  No.  3240. 

Fernwood  &  Gulf  R.  R.  Co.,  Nos.  1912  and  4302  (Now  Fernwood, 
Columbia  &  Gulf  R.  R.  Co.);  Fitzgerald,  Ocilla  &  Broxton  R.  R.  Co., 
No.  541;  Flint  River  &  Northeastern  R.  R.  Co.,  No.  222;  Florida  Cen- 
tral R.  R.  Co.,  No.  115;  Florida  Ry.  Co.,  No.  3979;  Fulton,  C.  K., 

Gainesville  Midland  Ry.  and  Gordon  C.  Carson  and  W.  B.  Veazey, 
Receivers,  No.  117;  Georgia  &  Florida  Ry.  and  John  Shelton  Wil- 
liams Receiver,  Nos.  788  and  789;  The  Georgia,  Florida  &  Alabama 
Ry  Co  No.  3692;  Georgia  Northern  Ry.  Co.,  No.  221;  Georgia  R.  R., 
No  3918'  Georgia  Southern  &  Florida  Ry.  Co.,  Nos.  2025  and  2029; 
Georgia  Southwestern  &  Gulf  R.  R.  Co.,  No.  4048;  Greenville  & 
Knoxville  Ry.,  No.  1542;  Gulf  &  Ship  Island  R.  R.  Co.,  No.  484;  Gulf 
Line  Railway  Co.,  No.  890;  Grand  Trunk  Western  Ry.  Co.,  No.  4460. 

Hall  A.  D.,  Agent,  No.  1613;  Harriman  &  Northeastern  R.  R.  Co., 
No  3975;  Hartwell  Ry.  Co.,  No.  1543;  Hartford  &  New  York  Trans- 
portation Co.,  No.  3902;  Hosmer,  W.  H.,  Agent.  No.  2042,  export. 

Inter-Ocean  Steamboat  Co.,  No.  1612:  Indianapolis  Southern  R.  It. 
Co.,  No.  2044;  Illinois  Central  R.  R.  Co.,  No.  2045. 

Jackson  R.  R.  Co.,  No.  1915. 

Kentwood,  Greensburg  &  Southwestern  R.  R.  Co.,  No.  3964;  Kent- 
wood  &  Eastern  Ky.  Co..  No.  1986;  Kentucky  Midland  It.  R.  Co.,  No. 
3680-  Kinston  &  Snow  Hill  R.  R.  Co.,  Nos.  1076  and  1077;  The  Kinston- 
Carolina  R.  R.  Co.,  Nos.  1069  and  1078;  Knoxville,  Sevierville  &  Eastern 
Ry.  Co.  (now  Knoxville  &  Carolina  R.  R.  Co.),  No.  1541. 

Little  River  R.  R.  Co.  (of  Tennessee),  No.  1538;  Lancaster  & 
Chester  Ry.  Co.,  No.  1540;  Lawndale  Ry.,  No.  3973;  Lawrenceville 
Branch  R.'R.  Co.,  No.  1539;  Lexington  Terminal  R.  R.  Co.  (now  Geor- 
gia R.  R.),  No.  3915;  Liberty-White  R.  R.,  No.  1917;  Live  Oak,  Perry 
&  Gulf  R.  R.  Co.,  No.  107;  Louisville  &  Nashville  R.  R.  Co.,  Nos.  1063, 
1952  and  1953;  Louisville,  Henderson  &  St.  Louis  Ry.  Co.,  Nos.  1065 
and  4543;  Louisiana  Ry.  &  Nav.  Co.,  Nos.  752,  753,  758,  764,  765,  766, 
767.  1926,  1927,  1928,  1929,  1930,  1931,  1932,  1933,  1934,  1935,  1936,  1937, 
1938,  1939,  1940  and  1944. 

McCain,  C.  C.,  Agent,  Nos.  1779,  1780  and  1782;  Macon  &  Birming- 
ham Ry.  Co.,  and  R.  B.  Pegram,  Receiver,  Nos.  2234  and  2235;  Macon, 
Dublin  &  Savannah  It.  R.  Co.,  No.  782;  Madison  Southern  Ry.  Co.,  No. 
2021-  Merchants  &  Planters  Steamboat  Co.  (now  Tri-State  Navigation 
Co.),  No.  223;  Mississippi  Central  R.  R.  Co.,  No.  1555;  Mobile  &  Ohio 
R.  R.  Co.,  No.  2138;  Monroe  R.  R.  Co.  (now  Georgia  R.  R.),  No  3916; 
Mount  Airy  &  Eastern  Ry  Co.  (now  Virginia  &  Mt.  Airy  Ry.  Co.),  No. 
1483;  Maine  Central  R.  R.  Co.,  No.  555;  Maine  Steamship  Co.,  No.  3901; 
Manhattan  .Navigation  Co.,  Nos.  3464  and  3476;  Merchants  &  Miners 
Transportation  Co.,  No.  769;  Metropolitan  Steamship  Co.,  No.  785; 
Mallory  Steamship  Co.,  No.  4483. 

The  Nashville.  Chattanooga  &  St.  Louis  Ry..  Nos.  458  and  459; 
Natchez.  Columbia  &  Mobile  R.  R.  Co.,  No.  1918:  New  Orleans  & 
Northeastern  K.  R.  Co.,  Nos.  601  and  602:  New  Orleans  Great  Northern 
it.  R.  Co..  Nos.  4297  and  4298;  The  New  Orleans.  Mobile  &  Chicago 
R  R.  Co.),  No.  4502;  Northern  Alabama  Ry.  Co.,  No.  1537;-  The  New 
3930:  Norfolk  &  Western  Ry.  Co.,  Nos.  15G1  and  1562;  Norfolk  Southern 
R.  R.  Co.,  Nos.  1074  and  1075;  North  &  South  Carolina  Ry.,  No.  4672: 
Northampton  &  Hertford  R.  R.  Co.  (now  Carlonia  &  Northeastern 
R.  R.  Co.),  No.  5402;  Northern  Alabama  Ry.  Co.,  No.  1537;  The  New 
York,  New  Haven  &  Hartford  R.  R.  Co.,  No.  1481. 

Ocean  Steamship  Co.  of  Savannah,  No.  2172;  Ocilla,  Pinebloom  & 
Valdosta  R.  R.  Co.  (now  Willacoochee  &  du  Pont  R.  R.),  No.  2023; 
Overton  County  R.  R.  Co..  and  Geo.  A.  Clark,  Receive]-,  No.  3933. 

Pennsylvania  R.  R.  Co..  No.  4581;  Pensacola,  St.  Andrews  &  Gulf 
Steamship  Co.,  No.  1768;  The  Pickens  R.  R.  Co..  No.  1536;  Piedmont 
Ry.  Co..  No.  1535. 

Raleigh  &  Charleston  R.  R.  Co.,  No  3927:  Raleigh  &  Southport  Ry. 
Co..  No.  1030;  Roanoke  River  Ry..  No.  3925  (now  Townsville  R.  R.  Co.); 
Ryman  Line.  No.  3766;  Rutland  R.  K.  Co.,  Nos.  951  and  2631. 

St.  Louis-San  Francisco  Ky.  Co.,  Nos.  799,  2329,  2332,  2333,  2334. 
2335.  2.'!.'!8.  231(1.  2:i73,  237.4  2384.  2403,  2413,  2415.  2453,  2458,  2466, 
2468,  2473,  2474,  2482,  2486,  2487,  2489,  2492,  2496,  2369,  2343,  2349, 


R.  R.  A.  MUST  REFUND   OVERCHARGE 

The  Traffic  World  Washington  Bureau 

The  Commission  has  begun  a  policy  of  entering  positive 
orders  requiring  the  Railroad  Administration  to  refund  over- 
charges. The  railroads,  prior  to  federal  control,  and  since  that 
time,  too,  so  far  as  the  general  run  of  them  is  concerned,  paid 
and  are  repaying,  without  orders,  money  which  the  Commission 
has  said  constituted  an  overcharge.  The  Railroad  Administra- 
tion has  not  been  doing  that  except  when  its  lawyers  seemed  to 
think  it  was  proper  for  it  to  do  so. 

Heretofore,  when  the  Commission  has  found  that  the  unrea- 
sonableness of  a  rate  consisted  of  what  it  deemed  a  straight 
overcharge,  it  admonished  the  railroad  or  railroads  to  return 
the  money.  At  the  same  time  it  dismissed  the  case,  thereby 
leaving  the  doing  of  justice  to  the  shipper  overcharged  for 
services  rendered  to  the  good  conscience  of  the  carrier. 

In  cases  in  which  the  Director-General  has  declined  to  pay, 
the  shipper  has  been  without  anything  to  show  for  his  victory 
because  the  Commission  vacated  its  order. 

In  No.  11090  Prairie  Pipe  Line  Co.  vs.  Director-General,  60 
I.  C.  C.  263,  the  Commission  said  the  complainant  had  been 
overcharged  on  wrought  iron  pipe  from  Cleveland  and  Kiefer, 
Okla.,  to  Tiffin,  Tex.,  to  the  extent  of  $911.68. 

The  Commission  has  re-opened  the  case  and  entered  an 
order  therein  authorizing  and  directing  the  Director-General  to 
pay  the  amount  of  the  award  on  or  before  May  15,  "on  account 
of  illegal  charges  assessed  for  the  transportation  of  3  carloads 
of  second-hand  wrought  iron  pipe,"  with  interest  at  6  per  cent 
from  May  1,  1918. 

Its  order  dismissing  the  case,  dated  December  29,  1920,  has 
been  vacated  and  set  aside  so  the  case  is  back  on  the  Commis- 
sion's docket  and  the  pipe  line  company  has  an  order  upon 
which  it  may  sue  in  the  courts. 


KANSAS  RATE  ORDER  VACATED 

The  Traffic  World  Washington  Bureau 

The  Commission,  April  3,  vacated  its  order  of  December  13, 
1921,  prescribing  intrastate  rates,  fares  and  charges  in  Kansas 
(No.  11916).  This  action  was  taken  following  notification  that 
the  Kansas  Public  Utilities  Commission,  on  April  1,  had  vacated 
its  orders  prescribing  intrastate  rates  lower  than  those  pre- 
scribed by  the  Commission.  The  Commission  made  its  order 
effective  at  once.  It  is  expected  that  a.  similar  order  will  be 
made  as  to  Illinois.  It  is  understood  that  Indiana  is  also  pre- 
paring to  set  aside  its  orders  prescribing  intrastate  rates  lower 
lhan  those  fixed  by  the  Commission. 

After  setting  forth  the  situation  in  Kansas  the  Commission 
said : 

It  further  appearing  that,  by  order  entered  April  1,  1922,  the  Pub- 
lic. Utilities  Commission  of  the  state  of  Kansas,  successor  In  Jurisdic- 
tion to  said  Court  of  Industrial  Relations,  has  vacated  and  set  aside 
the  aforesaid  order  of  October  9,  1920.  and  that  the  increased  intra- 
state rates,  fares,  and  charges,  prescribed  by  and  established  pursuant 
to  the  aforesaid  orders  heretofore  entered  by  this  Commission,  will, 
if  said  orders  of  this  Commission  be  vacated  continue  in  effect  as 
the  lawfully  established  and  applicable  intrastate  rates,  fares,  and 
charges,  unless  and  until  changed  by  further  affirmative  order  of 
the  competent  authority  of  said  state,  it  is  ordered  that  the  aforesaid 
orders  heretofore  entered  in  the  above  entitled  proceeding  be  and 
they  are  hereby  vacated  and  set  aside  effective  from  and  after  this 
date,  and  that  said  proceeding  be  discontinued. 


EXPRESS  CLASSIFICATION   DOCKET 

In  the  Traffic  Bulletin  of  April  8  appears  Classification 
Docket  No.  3  of  the  American  Railway  Express  Company  for 
proposed  changes  in  the  express  classification,  to  be  effective 
June  1.  objections  to  be  heard  up  to  April  15. 


April  8.  1922 
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The  New  York  Central 
Lines,  at  their  water- 
front terminals,  handle 
one-fourth  of  all  the 
foreign  commerce  of  the 
port  of  New  York. 


Service  that  Reaches 
Around  the  World 


NEW  YORK 

'(ENTRAL 

LINES 


TRAFFIC  OFFICES 

In  Off-Line  Cities 

Birmingham 

Dallas 

Davenport 

Denver 

Kansas  City 

Los  Angeles 

Milwaukee 

Minneapolis 

Memphis 

New  Haven 

New  Orleans 

Oklahoma  City 

Omaha 

Philadelphia 

St.  Paul 

San  Francisco 

Seattle 


N 


EW  YORK  CENTRAL  traffic  is  nation-wide  and 
world-wide  in  origin  and  destination. 


Over  these  15,000  miles  of  railway  are  carried  day 
after  day  one-tenth  of  all  the  rail-borne  commerce  of 
the  country — products  of  an  infinite  variety  moving 
from  the  great  producing  sections  into  the  markets  of 
the  world. 


Commerce  naturally  follows 
this  east-and-west  artery  —  the 
route  of  the  Twentieth  Cen- 
tury Limited — because  it  is  the 
water-level  route  from  the  Mis- 
sissippi Valley  to  the  Atlantic 
seaboard  through  the  heart  of  in- 
dustrial America,  and  one  of  the 
world's  great  highways  of 
trade. 

I  For  the  convenience  of  ship- 
pers and  travelers,  New  York 
Central  service  offices  are  estab- 
lished throughout  the  world. 
In  the  United  States  represent- 


atives of  the  freight  and  passen- 
ger departments  are  located  in 
seventeen  cities  off  the  Lines; 
while  abroad  the  American  Ex- 
press Company  represents  the 
New  York  Central  Lines  in  forty- 
four  of  the  principal  capitals 
and  ports  of  Europe,  South 
America  and  Asia. 

Back  of  each  of  these  traffic 
representatives  are  the  resources 
of  a  great  railroad  system,  con- 
stantly seeking  to  maintain  the 
highest  standards  of  public 
service. 


NEW  YORK  CENTRAL  LINES 

BOSTON  &  ALBANY  -  MICHIGAN  CENTRAL  -  BIG  FOUR  -  LAKE  ERIE  CrWESTEKN 

KANAWHA  &-MICHICAN -TOLEDO  G-OHIO  CENTRAL- PITTSBURGH  * IAKE  ERIE 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  tragic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se-"ice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  Defuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Trafllc  l«<Tic«  Corporation.  Colorado  Building,  Washington,  D.  C. 


Interest  on    Loss  and   Damage  Claims 

Minnesota. — Question:  Attached  correspondence  has  refer- 
ence to  our  claim  instituted  against  the  carrier  for  interest  on 
a  claim  amounting  to  $661.50,  payment  of  which  was  withheld 
for  six  months. 

We  are  advised  by  the  representatives  of  the  different  roads 
that  interest  is  not  paid  on  loss  and  damage  glaims  unless  the 
shipper  carries  his  case  into  court.  In  that  event,  interest  is 
allowed. 

Our  letter  of  February  8  outlines  our  moral  attitude  on  the 
question,  but  we  are  unable  to  quote  a  ruling  or  decision  on  the 
question.  Mr.  Flanders  writes  us  on  February  1  as  follows: 

Yours  of  January  20th,  your  claim  CL-96-21,  and  your  increase 
claim  attached  to  yours  of  .Jan.  20th,  your  I.  N.  T.  1-2.2.  We  do  not 
know  of  any  ruling  which  permits  our  legally  paying  interest  on  loss 
and  damage  claims,  and  as  payment  of  same  in  the  original  amount  is 
now  passing  through  the  accounts  we  shall  have  to  request  that  your 
interest  claim  be  withdrawn. 

It  was  in  response  to  this  letter  that  we  sent  ours  of  Feb- 
ruary 8.  The  carrier's  refusal  to  consider  payment  is  very 
tersely  summed  up  in  their  letter  of  March  15: 

Wo  are  not  in  a  position  to  entertain  any  claim  for  interest  on 
any  loss  and  damage  claim,  therefore,  we  are  today  sending  this  claim 
to  our  dead-file. 

We  shall  appreciate  your  ideas  on  this  question  and  par- 
ticularly any  ruling  or  decision  that  may  have  been  handed 
down. 

Answer:  While  interest  should,  in  fairness  to  a  shipper,  be 
paid  to  him  by  a  carrier  where  payment  of  a  just  claim  is  with- 
held for  a  considerable  length  of  time,  it  is  only  through  suit 
that  interest  may  be  recovered  on  a  claim  for  loss  or  damage, 
in  the  event  interest  will  not  voluntarily  be  allowed.  Recovery 
of  interest  through  a  suit  on  a  claim  is  dependent  upon  the 
decisions  of  the  courts  or  statutory  provisions  of  the  several 
states  as  to  the  allowance  of  interest. 

Liability  of  Carrier — Shipper's  Load  and  Count  Notation  on   Bill 

of   Lading 

Iowa. — Question:  We  operate  a  wholesale  grocery  enter- 
prise located  on  a  track  owned  by  the  C.  St.  P.  M.  &  O.  Railroad 
Company.  We  are  four  blocks  from  the  freight  station.  We 
desired  to  ship  a  carload  of  sugar  from  our  warehouse  to  a 
point  in  Nebraska,  via  the  C.  St.  P.  M.  &  O.,  and  requested  the 
agent  of  that  road  to  furnish  us  a  checker  to  check  contents 
of  the  car  when  loaded,  and  to  give  us  a  clear  receipt.  This 
he  refused  to  do,  stating  that  he  had  orders  from  the  general 
manager  not  to  check  carload  shipments  of  outbound  freight,  nor 
to  issue  clean  bills  of  lading  for  the  same. 

We  are  wondering  if  there  is  not  a  ruling  issued  by  the 
Interstate  Commerce  Commission,  or  any  decision  of  the  court, 
covering  this  point.  If  you  are  able  to  locate  any,  we  would  be 
pleased  to  have  you  give  us  reference. 

Answer:     Section  21  of  the  bill  of  lading  act  provides: 

The  carrier  may  also,  by  inserting  in  the  bill  of  lading  the  words, 
"Shipper's  weight,  load  and  count,"  or  other  words  of  like  purport, 
indicate  that  the  goods  wore  loaded  hy  the  shipper  and  the  description 
of  them  m;ule  liy  him:  and  if  such  statement  he  true,  the  carrier  shall 
not  he  liable  for  damages  caused  hy  the  improper  loading  of.  by  the 
non-receipt,  or  by  the  misdescrlption  of  the  goods  described  in  the 
bill  of  lading. 

The  effect  of  a  shipper's  load  and  count  notation  on  a  bill 
of  lading  is  to  place  upon  the  shipper  the  burden  of  proving 
that  the  amount  stated  in  the  bill  of  lading  was  actually  loaded 
in  the  car  and  that  a  less  amount  was  taken  out  of  the  car 
by  the  consignee.  In  the  absence  of  this  notation  on  the  bill 
of  lading,  the  carrier  has  the  burden  of  showing  that  the  amount 
stated  in  the  bill  of  lading  was  not  actually  received  for  trans- 
portation. It  is,  in  fact,  a  qualified  receipt  on  the  part  of  the 
carrier,  and,  as  to  third  parties,  the  carrier  is  not  estopped 
from  showing  that  the  amount  specified  In  the  bill  of  lading 
was  not  in  fact  received  from  the  shipper. 

The  Commission  has.  in  three  cases,  namely,  Ponchatoula 
Farmers'  Association  vs.  Illinois  Central  R.  R.  Co.,  19  I.  C.  C. 
513;  In  re  Western  Classification  51,  25  I.  C.  C.  442,  and  Lou- 
isiana State  Rice  Milling  Co.  vs.  M.  L.  &  T.  R.  R.  Co.,  34  I.  C.  C. 


511,   had    before   it    the   question   of   the   reasonableness   of   the 
practice  of  the  carriers  in  placing  shipper's  load  and  count  nota- 
tion on  bills  of  lading,  and  has  found  the  practice  not  to  be 
unreasonable   or   otherwise   in   violation   of   the   law. 
Reconsignment   After   Placement 

Michigan.— Question:  Under  date  of  November  6,  1920,  we 
shipped  from  A  to  B  a  carload  of  tank  material.  Upon  arrival 
of  the  car  at  B,  and  immediately  upon  receipt  of  notice  from 
the  carriers,  our  customer  reconsigned  the  car  to  C.  The  car- 
riers, when  reconsigning  the  car,  charged  the  local  rates  from 
A  to  B,  and  B  to  C,  plus  the  reconsigning  charge. 

This  car  was  placed  upon. the  team  track  immediately  upon 
arrival  at  B,  as  B  has  no  terminal  yard,  and,  furthermore,  our 
customer  does  not  have  a  private  siding  in  B.  We  have  filed 
claim  for  overcharge,  stating  that  the  through  rate  from  A  to 
C  should  have  been  charged,  plus  the  reconsigning  charge,  for 
the  following  reasons:  First,  the  carrier's  agent  did  not  have 
instructions  to  place  the  car,  upon  arrival,  and,  furthermore,  ac- 
cording to  rule  2,  section  B,  of  National  Car  Demurrage  Rules 
and  Charges,  the  consignee  is  allowed  24  hours'  free  time  to 
reconsign  a  car.  Therefore,  during  the  first  24  hours,  this  car 
should  have  been  held  in  the  terminal  yard,  and  in  the  event 
the  town  does  not  have  a  terminal  yard,  then  upon  the  "hold 
track."  Also,  according  to  carrier's  reconsignment  tariff  rule  10, 
supplement  1,  effective  August  20,  1920,  if  a  car  is  reconsigned 
or  reforwarded  to  a  point  outside  of  switching  limit  of  original 
destination  on  orders  placed  with  local  freight  agent,  or  other 
designated  officer  after  arrival  of  car  at  original  destination,  but 
before  placement  for  unloading,  or  if  the  original  destination  is 
served  by  a  terminal  yard,  then  after  arrival  at  such  terminal 
yard  a  charge  of  ?7  will  be  made.  We,  therefore,  feel  that 
the  carriers  should  not  consider  the  car  as  placed,  so  far  as 
reconsignment  is  concerned,  in  view  of  the  rule,  just  quoted,  and 
rule  2,  in  section  B,  of  the  National  Car  Demurrage  Rules  and 
Charges,  and  also  that  the  agent  had  no  instructions  to  place 
the  car,  and,  therefore,  they  should  have  charged  only  the  re- 
consigning  charge  and  protected  the  through  rate.  The  carriers, 
however,  state  that  the  charges  have  been  properly  assessed 
and  have  thus  far  sidestepped  the  rules  we  have  quoted,  which 
are  in  accordance  with  the  published  tariff. 

The  carriers  state  that  a  number  of  formal  complaints  have 
been  presented  to  the  Commission  involving  this  particular 
point,  and  that  the  Commission  has  invariably  ruled  that,  under 
the  conditions  as  in  this  case,  the  charges  to  apply  are  the  rates 
to  and  from  the  point  of  reconsignment,  plus  the  reconsignment 
charge,  although  they  do  not  quote  any  cases. 

Kindly  give  us  your  opinion  in  this  matter  and  also,  if  the 
Commission  has  ruled  against  a  case  of  this  particular  nature, 
quote  us  the  cases. 

Answer:  In  the  case  of  Boston  Chamber  of  Commerce  vs. 
Director-General,  59  I.  C.  C.  73,  the  Commission  said  that,  in 
the  absence  of  instructions  to  the  contrary,  it  is  within  the 
rights  of  the  carrier  to  place  a  car  for  unloading  as  promptly 
as  possible  upon  arrival  at  billed  destination.  The  car  having 
been  placed  for  unloading  on  the  team  track,  the  combination 
of  locals  plus  the  reconsigning  charge  must,  in  accordance  with 
rule  12  of  the  reconsigning  tariff,  be  paid. 

However,  in  accordance  with  the  Commission's  order  in  the 
above  referred  to  case,  a  note  was  incorporated  in  rule  12, 
effective  June  1,  1921,  which  provides  that  if  a  car  has  been 
placed  for  unloading  on  a  public  delivery  track,  but  has  not 
been  unloaded  or  accepted  by  consignee  or  owner,  it  will  be 
subject  to  rule  10. 

Liability  of  Carrier  for  Damages   Resulting  from    Negligence  in 
Warehouses 

Minnesota. — Question:  We  desire  your  opinion  on  a  ques- 
tion of  storage  charges  on  a  shipment  moving  originally  from 
Memphis,  Tenn.,  to  a  point  in  Arkansas.  This  particular  ship- 
ment consisted  of  road  machinery,  which  upon  arrival  at  des- 
tination was  refused  by  consignee  account  of  its  damaged  con- 
dition. This  shipment  should  have  been  accepted  by  consignee 
and  the  matter  of  damage  settled  with  us  later,  but  this  unfor- 
tunately was  not  done.  In  the  meantime  the  machine  was 
permitted  to  remain  on  carrier's  cotton  platform,  exposed  to 
the  elements,  with  the  result  that  by  the  time  settlement  had 
been  effected  with  our  customer  the  machine  was  in  such 
weatherworn  condition  that  it  would  not  be  accepted  without 
a  further  reduction  being  granted.  Notwithstanding  this  fact 
storage  charges  were  assessed  by  the  carrier  in  the  same  amount 
as  if  the  shipment  had  been  under  cover. 

We  would  like  to  know  if,  in  your  opinion,  the  storage 
charges  should  not  be  waived  account  failure  of  carrier  to  prop- 
erly protect  the  machine  from  the  weather.  We  understand,  of 
course,  that  if  carrier's  agent  had  no  facilities  for  handling  or 
storing  a  machine  of  this  size  the  duty  devolved  upon  the  ship- 
per to  assist  in  placing  it  under  cover.  This,  however,  was  not 
the  case,  as  at  this  particular  point  sufficient  facilities  were 
available  so  the  carrier  himself  could  handle  the  shipment. 

Answer:  A  carrier  must  assess  storage  charges  where  stor- 
age is  furnished  in  accordance  with  its  published  tariff,  but,  be- 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  House  Broker*,  Forwarding 
and  Clearing  Houte  Agent* 

LAREDO,  TEXAS 

Brancho.  In  all   Princip.1  CltUa  In  the  Republic  of  M.iloo 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  A  gent  i: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce   Navigation   Corp'n 

Central  Agent*:  Hamburg-American  Line 

American -Hawaiian  5.  5.  Co. 
INTERCOASTAL  SERVICE 

Between   New   York,   Boston.   Philadelphia   and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


S.8.   ALASKAN     Apr.   12 

S.S.  MEXICAN     

8.8.  IOWAN    Apr.  It 

8.8.   CAI.IKOKSIAN    


Phila.  New  York 

Apr.   15 

Apr.  22  Apr.  20 
Apr.  2*  Apr.  27 
Mar  4 


Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  8.   Padfc  C*a*t  Port*  to  the  Principal  Port*  of  the  United 

K.md.m     and    Continent— Direct     Fort- 

nlchtlr     Salllna-a 


Joint  Service*  with 

Hamburg- American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

B.B.  «BA YERN   Apr.  1! 

8.8.  'MOUNT  CLAY  Apr.  18 

8.8.  ORKCONIAN  Apr.  Z» 

8.8.  :  RESOLUTE  ,, Mar  2 

8.8.  t  HANS  A     7. Mar    4 

•Carrie*  third-flan  paaientera.  tCabln  and  (hird-clati  paeaenten 
t  FInt.   aerond.    third-rlann    paaaencera 
LOADING   PIER  at.  NORTH   RIVER 

PHILADELPHIA  TO   BREMEN   AND  HAMBURG 

8.8.  OREGONIAN    ( Hamburr  onlr   »la   New   York) Apr.  25 

8.8.  GEORGIAN     «ia    Baltimore    and    Norfolk) Mar     < 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  CALLI8TO   (ria  Baltimore  and   Norfolk)    June  7 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CAI.I.18TO    (via   Norfolk)    Apr.  IS 

>S     MKM.IISIAN     .H.mhuiK   .,„!,    ,,,    I'h.ln     a ,,,!    V    f.)    Apt.    H 

8.8.  GEORGIAN    (Tia  Norfolk)    Mar  13 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CALLIBTO    Apr.  II 

8.8.  GEOBGIAN    Mar  1« 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

8.8.  WESTER  W  A  I.D     Mid-April 

8.8.  8ACHBENWALD     Earlr    Mar 

Throw*  bill*  of  ladtaf  ria  Hamkar*  laoued  to  all  Scaadlnarlan 
•  ad  Baltic  Port* 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penan*.    Bolawaaj-Dell.    Port    Swettonham,    8lncap*re.    Batarla. 
Bamaraaia'.   Soerabara 

8.8.  THE    LAMBS     Apr.  1* 

Loadln,     Pier    21.    P*«th    Terminal.    Clifton.    8.     L 

NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT 

Tunle.    Malta.    Alexandria    and    Syrian    C'oaat    Port* 

8.8.  THE    LAMBS    Apr.  10 

Loa41n«    Pier    SI.    Pontk    Terminal.    Clifton.    8.    L 

General  Office*:  39  BROADWAY,  New  York 

Telephone    WHITEHALL   1*21 

WESTERN  FREIGHT  OFFICE 

(hirer.*.   127  South    LaBall*  Street  Phono  Wabaab  41*1 

BRANCH    OFFICRB 

Boolon.  4*   Central    Street  Phone   Concreu  1184 
Knrhrtiter.   Coairrrlal    Hide. 

Philadelphia.   Bourae    Bid..  Phono    Lombard  7MI 
Plttabarch.  Ollrer  Bit*.  Phon*  Grant  7111-1 

GENERAL   PACIFIC  COAST  AGENTS 

William*.   Dlmond   *   Co..   II*  Sanaomo  St.  Ban    Franc-lac. 
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Ing  obligated  under  HIP  law  to  properly  warehouse  goods  which 
cannot  be  delivered,  should  and  can  be  compelled  to  pay  for 
any  damage  to  the  shipment  which  was  the  result  of  its  neg- 
ligence in  not  properly  caring  for  the  shipment. 

Liability   of  Carrier  for  Failure  to   Make   Prompt   Delivery 

District  of  Columbia. — Quest  ion:  On  May  6,  1919,  a  ship- 
ment of  one  box  of  i-ement  and  rubber  tube  patrhes.  automobile 
tire,  was  made  by  express  from  Philadelphia,  Pa.,  to  Charleston, 
S.  C.,  for  reshipment  to  Santiago,  Cuba,  via  government  trans- 
port. The  box  checked  short  at  Charleston,  S.  C. 

In  December,  1921,  the  express  company  advised  the  con- 
signee, who  had  in  the  meantime  been  transferred  to  Hampton 
Roads,  Va.,  that  the  box  was  on  hand,  unclaimed,  at  their  Jack- 
sonville, Fla..  sales  bureau,  alter  having  been  carried  by  the 
express  company  to  Havana,  Cuba,  and  returned  to  Jacksonville, 
and  they  requested  disposition  of  same. 

In  view  of  the  fact  that  the  depot  at  Charleston,  S.  C.,  had 
been  removed  to  Hampton  Roads,  Va.,  and  the  ultimate  con- 
signee at  Santiago,  Cuba,  transferred  and  the  post  abandoned, 
making  it  impossible  to  deliver  box  at  either  of  these  points, 
the  express  company  was  requested  to  return  the  box  to  the 
consignor  at  Philadelphia,  Pa.,  free  astray.  The  express  com- 
pany contends  that  charges  from  Havana,  Cuba,  to  Philadel- 
phia, Pa.,  should  be  assessed  on  this  box;  but  they  were  advised 
that  their  delinquency  was  responsible  for  the  fact  that  ship- 
ment was  not  delivered  to  consignee  at  Charleston,  S.  C.,  and 
therefore  should  be  returned  to  shipper,  free,  astray,  or  a  claim 
entertained  for  the  loss  of  the  box. 

Please  advise  your  Views  on  this  situation  and  if  there  are 
any  rulings  by  the  Commission  on  similar  cases. 

Answer:  If  the  goods  were  properly  marked  for  delivery 
at  Charleston,  S.  C.,  the  carrier,  by  reason  of  its  negligence  in 
failing  to  make  proper  delivery,  should  either  return  the  ship- 
ment to  point  of  origin  without  charge  or  pay  for  the  goods. 
This  is  not  a  question  which  would  be  covered  by  opinions  of 
the  Interstate  Commerce  Commision  as  it  is  in  the  nature  of  a 
loss  and  damage  claim,  which  matters  are  within  the  jurisdic- 
tion of  the  courts  of  law  and  not  the  Commission. 

Carload    Versus    Less-Than-Carload    Shipments 

California. — Question.  With  reference  to  your  answer  to 
"Indiana,"  regarding  carload  rates  for  carload  service,  page  156, 
Traffic  World,  and  to  your  answer  to  "California,"  page  504,  it 
seems  to  the  writer  that  there  is  still  a  point  not  entirely  cov- 
ered by  the  answers  given. 

To  explain  clearly  the  point,  we  wish  to  develop,  would  cite 
the  following  facts:  The  rate  from  point  "A"  to  point  "B"  on  a 
commodity  in  which  we  are  interested  in  carload  lots  is  9  cents 
per  one  hundred  pounds,  this  being  a  commodity  rate.  In  the 
same  commodity  tariff  is  published  a  less  than  carload  commod- 
ity rate  on  the  same  commodity  of  8  cents  per  one  hundred 
pounds,  and  it  has  been  our  contention  that  under  Rule  15  we 
are  entitled  to  protection  of  the  less  than  carload  rate  on  car- 
load shipments.  We  might  state  further  that  ordinarily  we  load 
thirty  to  forty-five  thousand  pounds  of  this  material,  and  the 
minimum  carload  weight  under  the  tariff  is  fifteen  tons.  Claims 
filed  against  the  carriers  have  resulted  in  an  offer  by  them  to 
protect  less  than  carload  rate  on  excess  over  minimum  or  fifteen 
tons  loaded  in  each  car.  In  other  words,  it  is  our  contention 
that  where  a  car  is  fully  loaded  or  loaded  in  excess  of  the  min- 
imum carload  weight  provided  by  tariff,  that  where  a  less  than 
carload  rate  is  provided  cheaper  than  the  carload  rate,  it  should 
be  protected. 

Answer:  Rule  15  should  be  read  in  its  entirety  and  effect 
given  to  all  three  sections  of  the  rule  if  possible,  in  order  to 
get  the  sense  of  its  provisions.  In  the  first  place,  section  1  in 
both  clauses  deals  with  less  than  carload  shipments  only.  Sec- 
tion 2  also  relates  to  less  than  carload  shipments.  Section  3, 
however,  deals  with  shipments  "tendered  as  a  carload  shipment," 
which  being  so  tendered,  are  subject  to  carload  rates  and  min- 
imum weights. 

The  briefs  of  the  rules  in  the  margin  of  the  page  should  be 
noted.  Section  1  reads:  "Charge  for  less  than  carload  ship- 
ments not  to  exceed  charge  on  carload  basis";  Section  3, 
"Freight  tendered  as  carload  to  be  so  charged  for." 

It  is  our  view  that  no  part  of  this  rule  states  that  carload 
rates  should  not  exceed  less  carload  rates.  If  proper,  that  is 
a  fitting  subject  for  treatment  by  the  Commission  under  Section 
1  of  the  Act  and  not  a  principle  sought  to  be  given  effect  by  the 
classification  rule.  The  clause,  "the  charge  for  a  car  fully  loaded 
must  not  exceed  the  charge  for  the  same  lot  of  freight  if  taken 
as  a  less  than  carload  shipment,"  means  that  if  the  carrier  ac- 
cepts a  shipment  which  fills  the  car,  physically  it  is  a  carload  of 
freight,  but  the  fact  that  the  carrier  has  accepted  it  in  sufficient 
quantities  to  fill  the  car,  will  not  deprive  that  shipment  of  the 
benefit  of  the  less  than  carload  rate  if  the  goods  are  "taken  as 
a  less  than  carload  shipment." 

In  other  words,  when  a  car  full  of  freight  is  tendered  to  the 
carrier,  no  greater  charge  than  the  less  than  carload  shipment 
charge  may  be  applied,  but  it  must  be  "taken  as  a  less  than 
carload  shipment."  This  clause  specifies  a  maximum  charge  on 
a  car  loaded  full  of  goods,  which  are  tendered  as  a  less  carload. 


Thus,  it  will  be  seen  thai,  on  less  carload  shipments,  we  have 
two  maxima,  the  first  clause  of  Section  1  providing  for  the  car- 
load rate  and  minimum  weight;  the  second  clause,  the  less  car- 
load rate,  and  at  the  same  time  this  latter  clause  estops  the  car- 
rier from  applying  the  carload  rate  and  minimum  to  a  car  full 
of  less  carload  freight,  when  less  carload  charges  are  lower.  But 
it  should  be  borne  in  mind,  these  maxima  are  applicable  only  to 
less  carload  shipments.  Section  3  of  the  Rule,  as  well  as 
numerous  decisions  of  the  Commission,  provide  for  carload 
shipments. 

Liability  of   Delay  to   Shipment 

Nebraska. — Question:  We  hold  original  bill  of  lading  dated 
March  14,  1921,  issued  by  agent  of  road  "A,"  covering  car  of 
coal  for  shipment  to  us  at  Omaha.  Car  did  not  reach  destina- 
tion until  June  15th,  1921,  and  on  account  of  the  nature  of  this 
particular  coal  and  the  fact  that  it  was  loaded  in  an  open  top 
car  and  subject  to  all  kinds  of  weather  for  three  months  the 
coal  was  absolutely  worthless  to  us  when  it  arrived  in  our  yard, 
and  we  immediately  notified  the  agent  that  we  would  refuse  lo 
accept  car. 

We  at  once  filed  claim  with  road  "B"  and  they  now  advise 
thai  they  cannot  pay  the  claim  inasmuch  as  the  initial  carrier 
claims  that  while  the  bill  of  lading  was  signed  on  March  14th, 
they  were  unable  to  secure  car  until  May  26th,  account  of  the 
condition  of  the  tracks  at  the  mine;  contending  that  it  was  en- 
tirely up  to  the  mine  people  to  have  their  tracks  in  such  condi- 
tion that  they  could  take  delivery  of  cars  every  day. 

Upon  receipt  of  original  bill  of  lading  and  invoice  we  at 
once  paid  for  this  particular  car,  and  as  the  shippers  have  since 
gone  out  of  business  our  only  recourse  is  against  the  carrier. 
We  feel  that  we  have  a  just  claim  against  the  railroads  inas- 
much as  it  was  upon  the  evidence  of  the  original  bill  of  lading 
that  we  remitted  for  the  car.  Kindly  advise  your  opinion. 

Answer:  If  the  damage  was  due  to  the  fact  that  the  carrier 
could  not,  because  of  the  condition  of  tracks  at  the  mine  which 
the  shipper  and  not  the  carrier  was  under  duty  to  keep  in  good 
operating  condition,  the  carrier  cannot  be  held  liable  for  the 
value  of  the  coal,  as,  in  order  to  recover  damages  resulting  from 
delay  in  the  transportation  of  a  shipment,  delay  on  the  part  of 
the  carrier  must  be  the  proximate  cause  of  the  loss  or  injury.  It 
is  otherwise,  of  course,  if  the  delay  was  the  result  of  negligence 
on  the  part  of  the  carrier. 
Duty  of  Carrier  to  Protect  Shipment  After  Arrival  at  Destination 

Illinois. — Question:  On  March  22,  1920,-  we  made  a  consign- 
ment of  one  cheese  vat,  weight  510  Ibs..  to  A,  Wis.  Same  ar- 
rived at  A,  and  on  account  of  non-delivery  storage  charges  of 
$10.32  accumulated  as  well  as  freight  of  $4,20  covering  all  of  the 
shipment  in  question.  When  consignee  called  for  this  vat  same 
was  refused  on  account  of  its  damaged  condition  due  to  having 
been  out  in  the  rain,  and  we  had  shipment  returned  to  B,  Wis.. 
and  damages  sustained  amounted  to  $100.00. 

We  also  had  our  representative  drive  up  to  the  warehouse 
at  A  and  measure  same  and  after  taking  measurements  informed 
us  that  the  warehouse  was  large  enough  to  put.  the  vat  inside 
without  any  trouble.  The  carriers  refuse  to  admit  any  liability 
whatsoever  and  decline  payment  of  this  claim  on  the  ground 
that  we  were  aware  of  the  expiration  of  free  time  and  that  car- 
riers are  responsible  as  warehouseman  only.  We  contend  that 
warehouseman  had  nothing  to  do  with  this  damage  in  question, 
but  is  simply  a  case  of  contributory  negligence  on  their  part. 
Let  us  have  an  opinion  and  quote  any  rulings  you  know  of  gov- 
erning carrier's  liability  in  a  case  of  this  kind. 

Answer:  A  carrier  is  liable  for  any  damage  to  freight  while 
the  freight  is  in  its  possession  as  a  common  carrier,  unless  the 
damage  results  from  one  of  the  excepted  causes  such  as  an  act 
of  God,  the  public  enemy,  the  fault  of  the  shipper  or  the  inherent 
nature  of  the  article  shipped.  After  the  expiration  of  free  time, 
however,  it  is  liable  only  as  a  warehouseman,  that  is,  for  negli- 
gence, the  burden  of  proving  which  is  upon  the  shipper. 

Your  letter  does  not  clearly  itfdicate  whether  the  consignee 
called  for  the  shipment  within  the  period  of  free  time,  that  is, 
within  the  time  the  liability  of  the  carrier  as  a  common  carrier 
existed,  nor  whether  the  damage  occurred  during  this  time,  but 
even  though  he  did  not.  it  was  the  duty  of  the  carrier,  as  a 
warehouseman,  to  exercise  proper  care  in  the  protection  of  the 
shipment  from  the  elements.  If  the  bulk  of  the  shipment  was 
not  such  as  to  preclude  the  handling  thereof  by  the  carrier  and 
the  placing  of  it  within  the  warehouse,  we  are  of  the  opinion 
that  the  carrier  is  and  can  be  held  liable  for  the  damage  result- 
ing from  its  negligence. 

Whether  or  not,  under  the  circumstances,  the  carrier  used 
proper  care  in  the  protection  of  the  shipment  from  damages  is 
a  question  of  fact  and  not  of  law. 

Undercharges — Time  Within   Which   Suit   May   Be   Filed   by  Car- 
rier Therefor 

Ohio. — Question:  See  "Ohio,"  page  190,  Traffic  World,  July 
23,  1921,  and  "Colorado,"  page  1168,  Traffic  World.  May  28,  1921. 

The  last  paragraphs  of  these  articles  contradict  each  other, 
Does  the  three  year  limit  in  Par.  3.  Sec.  16  of  the  Act,  prohibit 
carriers  from  suing  after  March  1,  1923,  on  shipments  tendered 
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418  South  Market  St.,  Chicago 


The  Port  of 

HOUSTON 

Mr.  Traffic  man,  take  a  look  ut  the  map  below. 

Sec  how  the  railways  converge  at  the  Port  of  Houston. 

Does  not  rail  service  mi  an  a  great  deal  to  you? 

Seventeen  railroads  serve  the  Port  of  Houston  and  will 
connect  with  the  Municipal  whar#es  thru  the  Municipal 
Harbor  Belt  Railway. 

No  discrimination,  but  better  service. 

Trunk  lines  in  all  direction*  to  main  assembling  and 
distributing  point*. 

An. pic  storage  yards,  no  congestion. 

Ixrak  at  the  map  again,  then  ask  u.s  some  questions. 

Address  the 

DIRECTOR  OF  THE  PORT 

City  Hall  Houston,  Texas 
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prior  to  March  1,  1920,  providing  stale  statute  does  not  bar  col- 
lection? 

Answer:  The  answers  in  question  are,  perhaps,  not  as 
clearly  worded  as  they  should  be,  but  are  not,  in  our  opinion, 
contradictory,  for  the  reason  that  both  are  intended  to  convey 
the  idea  that  an  action  for  the  collection  of  an  undercharge  may 
be  brought  by  a  carrier  at  any  time  within  the  periods  of  limi- 
tation prescribed  by  the  state  statutes,  but  not  later  than  three 
years  from  March  1,  1920,  the  date  of  the  incorporation  of  the 
three  year  limitation  in  Section  16  of  the  Act.  The  construction 
which  has  hi-on  given  such  acts  of  limitation  is  that  while  they 
affect  existing  causes  of  action,  they  run  to  them  only  from  the 
time  of  their  passage. 

Delivery  by  Carrier — What  Constitutes 

Colorado. — Question:  Can  a  railroad  company  charge  stor- 
age on  a  shipment  when  the  freight  charges  have  been  paid 
and  consignee  receipted  for  freight  and  left  same  at  warehouse 
to  be  called  for  later,  and  when  calling  for  same  he  is  pre- 
sented with  storage  bill? 

In  this  connection,  another  case  is  an  L.  C.  L.  shipment  of 
wrought  iron  pipe  which  we  made  to  a  local  point  on  the  "A" 
Railroad,  and  the  charges  on  this  shipment  were  paid  and  con- 
signee was  to  call  for  the  shipment  later  and  the  agent  allowed 
him  the  privilege  of  leaving  the  pipe  on  the  platform  and  when 
he  returned  for  the  pipe  he  was  presented  with  a  storage  bill. 
Wrought  iron  pipe  is  not  subject  to  damage  from  the  elements. 
This  shipment  was  not  stored  on  vacant  land  but  on  a  ware- 
house platform  unprotected.  Would  these  shipments  be  again 
considered  unclaimed  shipments  after  15  days  from  the  time 
freight  charges  were  paid  should  the  shippers  have  been  noti- 
fied? In  regard  to  the  pipe,  has  the  railroad  company  any  claim 
to  storage  charges? 

Answer:  'In  the  case' of  Sou.  Ry.  Co.  vs.  Prescott,  240  U.  S. 
632,  which  involved  the  liability  of  a  carrier  for  the  loss  of  part 
of  a  shipment  of  shoes  left  with  a  carrier  after  payment  of 
freight  and  the  giving  of  a  receipt  for  the  goods  by  the  consignee 
the  Supreme  Court  said:  "It  is  apparent  that  there  had  been 
no  actual  delivery  of  the  nine  boxes.  The  payment  of  the  freight 
had  no  greater  efficacy  than  if  it  had  been  made  in  advance  of 
the  transportation.  The  giving  of  a  receipt  for  the  goods  by 
the  consignee  did  not  alter  the  fact  that  they  were  still  held  by 
the  railway  company  awaiting  actual  delivery.  The  transaction 
.at  most  could  not  be  deemed  to  accomplish  more  than  if  the 
parties  had  agreed  that  until  such  delivery  the  goods  should  be 
held  under  a  special  contract,  in  lieu  of  the  prescribed  condi- 
tions, and  this  they  could  not  effect  without  .violating  the  act 
which  governed  the  shipment.  It  could  not  be  said,  for  exam- 
ple, that  while  under  the  filed  regulations  the  railroad  company 
was  to  make  a  "reasonable  charge  for  storage"  pending  delivery 
that  it  would  agree  with  a  particular  shipper,  or  consignee,  to 
hold  gratuitously;  nor  could  it  alter  the  terms  of  its  responsi- 
bility while  the  goods  remained  undelivered.  The  actual  service 
in  holding  the  goods  continued  and  we  must  look  to  the  bill  of 
lading  to  determine  the  legal  obligation  attaching  to  that 
service." 

Under  the  ruling  of  the  court  in  this  decision  it  seems  ap- 
parent that  in  the  instant  case  no  delivery  of  the  shipment  was 
made  and  storage  charges  must  be  collected.  Furthermore,  if 
delivery  was  not  made,  the  shippers  were  entitled  to  notice  in 
accordance  with  the  provisions  of  the  storage  tariff  respecting 
unclaimed  shipments. 

Concealed   Loss  or   Damage — Liability  of  Carrier  For 

Maryland. — Question:  At  the  present  time  we  have  a  claim 
pending  in  the  courts,  this  claim  covering  a  concealed  loss;  that 
is,  a  shipment  of  clothing  forwarded  from  A  to  B  and  was  de- 
livered apparently  in  good  order.  The  consignee  received  this 
material  and  stored  same  in  his  warehouse  for  a  period  of  about 
two  weeks  before  examining  the  contents.  When  he  did  exam- 
ine (ho  same  he  found  a  shortage  of  clothing.  It  is  my  desire, 
if  possible,  to  secure  two  or  three  of  the  decisions  of  any  of 
the  courts  in  claims  of  this  kind. 

Answer:  The  following  named  cases  relate  to  the  liability 
of  carriers  for  concealed  loss  or  damage:  Canfield  vs.  B.  &  O., 
75  N.  Y.  144;  Wallers  vs.  N.  Y.  C.  &  H.  R.  R.  Co.,  166  N.  Y.  S. 
1083;  Openhym  et  al.  vs.  Maine  S.  S.  Co.,  127  N.  Y.  S.  463; 
Rogers  vs.  N.  Y.  R.  Co.,  98  S.  E.  860  (S.  C.  1917);  Edwin  B. 
Stempson  Co.  vs.  C.  B.  R.,  164  N.  Y.  S.  68. 

Undercharges — Time  Within  Which   Suit  May   Be  Filed  by  Car- 
rier Therefor 

Ohio. — Question:  On  page  506,  The  Traffic  World  for  March 
4.  1922,  near  bottom  of  column  one,  it  is  stated  that  undercharge 
arising  in  1915  can  be  collected  in  Minnesota  because  the  stat- 
ute of  limitation  is  six  years.  Article  241,  (3)  of  the  Transpor- 
tation Act  of  1920,  fixes  the  limitation  for' the  recovery  of  charges 
within  three  years.  I  should  think  this  provision  retroactive  on 
interstate  shipments.  Is  this  provision  retroactive,  or  not? 
Please  give  all  authorities  at  hand. 

Answer:  See  our  answer  to  "Missouri"  under  caption  "Un- 
dercharges—Time Within  Which  Suit  May  Be  Filed,"  in  the 
March  25th  issue  of  The  Traffic  World,  stating  the  principles 


which  ordinarily  apply  in   the  construction  of  statutes  of  limi- 
tation. 

We  know  of  no  case,  however,  which  passes  upon  the  pro- 
visions of  Section  16  as  applied  to  suits  for  undercharges. 
"Shippers  Load  and  Count"  Notation — Liability  of  Carrier  Under 

Pennsylvania. — \Vc  have  presented  claim  against  the  car- 
rier for  damage,  one  mirror  broken  in  carload  shipment  of  fur- 
niture, on  which  the  consignor  accepted  shipper's  load  and  count. 
At  the  time  of  delivery  we  took  exceptions  and  signed  bad  order 
receipt  for  this  delivery.  All  our  papers  have  been  returned  by 
the  carrier,  stating  they  are  not  responsible  for  this  damage  on 
account  of  the  consignor  taking  shipper's  load  and  count. 

Answer:  Section  21  of  Bills  of  Lading  Act  provides:  "That 
when  package  freight  or  bulk  freight  is  loaded  by  a  shipper  and 
the  goods  are  described  in  a  bill  of  lading  merely  by  a  state- 
ment of  marks  or  labelg_upon  them  or  upon  packages  containing 
them,  or  by  a  statement  that  the  goods  are  said  to  be  goods  of 
a  certain  kind  or  quantity,  or  in  a  certain  condition,  or  it  is 
stated  in  the  bill  of  lading  that  packages  are  said  to  contain 
goods  of  a  certain  kind  or  quantity  or  in  a  certain  condition, 
or  that  the  contents  or  condition  of  the  contents  of  packages 
are  unknown,  or  words  of  like  purport  are  contained  in  the  bill 
of  lading,  such  statements,  if  true,  shall  not  make  liable  the 
carrier  issuing  the  bill  of  lading,  although  the  goods  are  not  of 
the  kind  or  quantity  or  in  the  condition  which  the  marks  or 
labels  upon  them  indicate,  or  of  the  kind  or  quantity  or  in  the 
condition  they  were  said  to  be  by  the  consignor.  The  carrier 
may  also  by  inserting  in  the  bill  of  lading  the  words  "Shipper's 
weight,  load,  and  count,"  or  other  words  of  like  purport  indi- 
cate that  the  goods  were  loaded  by  the  shipper  and  the  descrip- 
tion of  them  made  by  him;  and  if  such  statement  be  true,  the 
carrier  shall  not  be  liable  for  damages  caused  by  the  improper 
loading  or  by  the  nonreceipt  or  by  the  misdescription  of  the 
goods  described  in  the  bill  of  lading." 

So  far  as  we  know  this  notation  "Shipper's  Load  and  Count" 
has  not  been  construed  as  respects  the  condition  of  the  goods 
when  delivered  to  a  carrier,  but,  as  regards  the  quantity  deliv- 
ered to  a  carrier,  the  effect  of  the  placing  of  the  notation  on 
the  bill  of  lading  is  to  place  the  burden  on  the  shipper  of  show- 
ing a  delivery  of  the  stated  amount  to  the  carrier  instead  of 
requiring  the  carrier  to  show  that  the  amount  stated  in  the  bill 
of  lading  was  not  in  fact  received.  Judging  from  the  wording 
of  this  section  of  the  Bill  of  Lading  Act,  the  same  construction 
would  he  given  it  as  regards  the  condition  of  the  goods  as  has 
been  given  it  with  respect  to  quantity,  that  is,  the  burden  would 
be  upon  the  shipper  to  show  a  delivery  of  the  goods  in  good 
condition  to  the  carrier.  If  this  is  shown  the  carrier  would  be 
liable  for  injury  thereto  resulting  from  its  negligence.  Nairn 
vs.  M.  K.  &  T.,  106  S.  W.  102  (Mo.). 

Allowance  for  Spotting  Cars 

Missouri. — Question:  Kindly  let  me  have  your  opinion  and 
reference  to  Interstate  Commerce  Commission's  decisions  in  re- 
gard to  allowance  to  be  made  by  carriers  for  spotting  cars,  or 
for  various  other  moves  in  intrastate  switching. 

The  case  which  I  have  in  mind,  the  industry  operates  two 
switch  engines  within  its  plant  and  ordinarily  does  not  care  to 
have  any  intra-plant  switching  done  by  the  carriers,  as  such 
switching  interferes  with  their  plant,  operations.  However,  it  is 
their  contention  that  carriers  should,  on  request,  perform  any 
service  that  is  desired  in  connection  with  spotting  inbound  loads 
or  pulling  outbound  loads,  and  if  such  service  is  not  performed 
when  requested,  that  an  allowance  should  be  made  the  industry 
for  performing  services  with  their  engine.  Will  you  kindly  ad- 
vise the  extent  of  carriers'  responsibility  under  such  circum- 
stances? 

Answer:  The  spotting  of  cars  at  the  plant  of  a  shipper  is 
generally  considered  as  being  a  part  of  the  service  included  in 
the  delivery  service  of  a  common  carrier,  although  the  services 
required  at  a  particular  industry  may  be  of  such  magnitude  as 
to  be  beyond  the  carrier's  legal  obligation  to  perform. 

The  carrier  may  perform  the  spotting  service  or  it  may,  un- 
der section  15  of  the  Interstate  Commerce  Act,  by  contract  em- 
ploy the  owner  of  the  property  transported  and  make  a  just  and 
reasonable  allowance  to  such  party  for  the  performance  of  the 
service. 

The  making  of  this  allowance  is  subject  to  the  qualification 
that  the  nature  of  the  industry  is  such  as  to  permit  of  the  per- 
formance of  the  service  by  the  carrier  should  it  choose  to  per- 
form the  service  itself,  and  that  the  carrier  have  the  option  of 
performing  the  service  or  of  contracting  for  the  performance  of 
the  service  by  the  owner  of  the  property  transported.  See  Oliver 
Iron  &  Steel  Co.  vs.  P.  &  L.  E.  R.  R.,  64  I.  C.  C.  447;  Cambria 
Steel  Co.  vs.  Director  General,  64  I.  C.  C.  737;  Pittsburgh  Forge 
&  Iron  Co.  vs.  Director  General.  59  I.  C.  C.  29,  and  National  Mal- 
leable Castings  Co.  vs.  P.  &  L.  E.  R.  R.,  51  I.  C.  C.  537,  and  cases 
cited  therein. 

Duty    of   Carrier   to    Divert    Shipment   at    Request    of    Owner   of 

Goods 

Illinois. — Question:  We  shipped  on  May  24,  1920,  from  A, 
III.,  to  B,  Mo.,  850  Ibs.  auto  tires,  value  $221.26,  to  the  order  of 
shippers,  notify  John  Doe.  Forwarding  agent  of  carrier  advised 
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'Ship  by  Water" 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York,  Philadelphia,  Baltimore 

AND 

Los   Angeles,    San   Francisco 

Portland,   Astoria, 
Seattle  and  Tacoma 

Thru  bill*  of  Udlnf  iaeued  to  San  Die(o,  Oakland.  Stockton  and 

Sacramento.  California)  Hawaiian  and  Far  Eaet  Porte: 

Grain  Harbor  and  Pu(et  Sound,  Waah. 

For  rale*.  Date*  at  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moor*  Street,   New  York  Tak.,aaa».  iWi-t  Crea.  T»4 

Baltimore.  Md.  Philadelphia,  Pa.  Pittsburgh.  Pa. 

»  South  Street  Dremel   Bulldln,  Oll»«  BulMIr, 

4«4  at  a«r  Iraact  OaWei  ia  Ue  >.«.!•«.  Sea  rraaiiM^  PutleeJ.  Seen).  aW  Tateau 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE  J 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Kate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


in  8.  Third  St. 

PitUbanh 
ItlT    OliT.r    BaiMinc 

HaTinnak,   Ga. 
•.••iniuh  Bank  *  Traet   Bldt. 

Lot    Anc*l«a,   Cal. 
4J7    Van     N.7.     BMi. 


N.w    Terk 
41    Breeewar 

arreland 

14»  The  Arcade 

"•kl.na.    <.l 
Parr   Trrminal 
Pertlaad.    Ore. 
Ml    Title    *    Tro.l    BU>. 


I4M    I..    C.    Smilh    Bid*..    8»altl*.    Wa.h. 
•ee«    4»i    Kllirolt    «,-    BM«..    B.f.le.    N.    T. 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via  HAVANA,    PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Canine  «t  Baltimore  and  Norfolk.   Corlnto,    Nicaragua.    La  Libert  ad; 

Aeajutla,  San  Jo*,   d.    Guatemala,  Maiuanillo 

5.5.  VENEZUELA  nil,  from  N.»  York  April  IStf, 

5.5.  ECUADOR  tail*  from  San  Francitco  April  Itth 

Sailine*  about  every  17  d«yi  thereafter 
All  N.w  York  S.ilint .  from  Pier  33.  Atlantic  Tarmlnal.  Brooklyn 

PANAMA  SERVICE 

Between  San  Frincuo.  Ui  Anrel.4.  M.ik..  Central  Amtriei  «nd  Caul  Zene. 

5.5.  SAN  JUAN  ,a,l.  April  13th 
and  Sailing*  about  every  22  d«y«  thereafter 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanonr  Square,  New  York  SOS  California  St..  San  FrencUco 
SOJ  So.  Sprint  St.,  Alexandria  Hotel,    Lo.  Anj.l.. 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

.  San  Frmnciaeo  to  Honolulu,  Yokohama,  Kobe,  SH»n,h.l. 

Manila,  Hon^konc 

PaaMncer  and  Freight  Sailing!  by  New  and  Luxurioui  U.  S. 
Shipping  Board  Liners: 

5.S.  Empire  State  sails  .  .  .  April  19th 
S.S.  Hoosier  State  sails  .  .  .  May  13th 
S.S.  Golden  State  sails  .  .  .  June  3rd 

and   approximately   every  24   days   thereafter. 

"SA\  FR4\CISCO.«ANILA  DIRECT  SERVICE  via  Honolulu" 

S.S.   Creole  State April  27th 

S.S.   Wolverine  State May  25th 

and  every  2t  days  thereafter 
r»r»«f  A  Mil*  e/  lading  l»«ueeT  t»  .Ma*  from  point*  hayonj  part,  */  emit 

Per  ratM  aad  oth«r  information  appljr  to  ujr  railroad  or  touriit  •ar«7,  or  U 

PACIFIC  MAIL  STEAMSHIP  CO. 

SO*  California  St..  San  Franeiaoo  I*  Henoew  Squar*.  N.  Y. 

SOI  So.  Sprinc  St.,  AleundrU  Hotel,    Lo.  Anrelee 
M«na«to»»  A«aiil»i  U.  S.  Shlpdnr  Board 


DAITIC  SCANDINAVIAN 

FASf  FREIGHT  SERVICE 


To   Libau,  Riga,   Reval    and    Helsingfors 

Other  Baltic-Scandinavian  Portt  ai  Cargo  Offers 
U.  S.  S.  B.   A  1    Steel   Steamers   Carrying  U.  S.  Mail 

FROM  PHILADELPHIA 
S.  S.  Eastport Middle  of  April 

FROM  NEW  YORK 

S.  S.  Eastport Middle  of  April 

(Now  Receiving  Pier  48,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and 
Scandinavian  Ports 

IfrWn  ihipplnf    to  Baltic-Scandinavian   Forll  ipaeify 


STEAMSHIP  COM PANYjHc 

2  STON  E  ST.N.Y.C.  Bowling  Green  2953'd 


Philadelphia  Agents:  S.L.BURGESS  &  CO, 
928  LAFAYETTE  Bi.DG.l0/n6drt/ 2972 
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shipper  June  24  and  June  12  to  furnish  disposition  account  un- 
claimed at  destination.  On  August  18,  1920,  shipper  requested 
the  above  agent  to  have  the  goods  reshipped  back  to  them  at  A. 
On  August  24,  the  above  agent  replied  stating  it  was  necessary 
to  have  the  original  bill  of  lading  before  he  could  issue  any  re- 
consigning  instructions.  On  Sept.  29  the  above  agent  said  goods 
were  still  on  hand  and  ready  to  be  disposed  of  and  wanted  dis- 
position. On  Oct.  13,  1920,  shipper  finally  located  bill  of  lading 
and  sent  it  to  above  agent.  On  Nov.  24,  Dec.  11,  and  Dec.  19, 
1920,  shipper  wrote  the  above  agent  asking  what  was  done  on  it. 
On  Dec.  21  this  agent  advises  goods  were  sold  Sept.  2,  1920,  and 
$73.42  salvage  realized  which  they  offer  to  send  us,  if  claim  is 
amended  to  that  amount. 

In  Missouri  carrier  should  not  sell  under  90  days,  that  is  60 
days  on  hand,  and  30  days'  notice  in  weekly  paper,  or  20  days' 
notice  to  shipper  giving  date  and  time  of  sale,  and  then  only 
sell  such  part  as  enough  to  reasonably  cover  freight  charges 
when  goods  are  separatable,  as  in  this  instance.  Freight  was 
about  $8.00. 

When  shipper  used  an  order  notify  bill  of  lading  can  he 
direct  the  return  of  his  shipment  without  surrender  of  bill  of 
lading  at  that  time,  and  was  shipper's  order  of  August  18  enough 
notice  to  carrier  to  at  least  show  desired  disposition  and  make 
it  unlawful  for  carrier  to  thereafter  sell  the  shipment? 

Answer:  The  rule  is  that  the  true  owner  of  property  in  the 
possession  of  a  common  carrier  has  the  right  to  direct  a  change 
in  the  destination  or  the  return  of  a  shipment  and  the  carrier  is 
bound  to  obey  such  direction.  However,  such  right  of  diversion 
cannot  add  to  the  burden  of  the  carrier  or  require  it  to  do  more 
than  comply  with  a  proper  and  legal  demand  therefor,  and  the 
carrier  before  compling  with  a  demand  for  a  diversion  of  the 
shipment  is  entitled  to  be  -furnished  with  evidence  of  the  own- 
ership of  the  person  making  the  request.  In  the  instant  case, 
the  fact  of  the  goods  being  consigned  to  the  shipper's  order  and 
the  knowledge  on  the  part  of  the  forwarding  agent  that  the 
goods  had  been  refused  or  were  unclaimed  made  unnecessary,  in 
our  opinion,  a  surrender  of  the  bill  of  lading  before  complying 
with  the  shipper's  instructions  of  August  18th  to  return  the 
goods. 

Furthermore,  a  strict  compliance  on  the  part  of  the  carrier 
with  the  requirements  of  the  statutes  regulating  the  sale  of  re- 
fused or  unclaimed  goods  is  necessary  to  absolve  the  carrier 
from  liability  for  an  authorized  sale  and  it  seems  apparent  that 
in  the  instance  case  the  carrier  did  not  fully  comply  with  the 
statutory  requirements  before  selling  the  goods. 

We  do  not  locate  cases  which  involve  substantially  similar 
circumstances,  although  there  are  cases  which  pass  upon  various 
phases  of  this  subject.  See  I.,.  &  N.  R.  Co.  vs.  Hartwell,  36  S.  W. 
183;  R.  Co.  vs.  Sutherland,  197  S.  W.  863;  Ryan  vs.  Great  North- 
ern R.  Co.,  95  N.  W.  758;  A.  T.  &  S.  F.  R.  Co.  vs.  Shriver,  84 
Pac.  119  and  Steid  vs.  R.  R.  Co.,  102  N.  W.  701. 
Reconsigning — No  Duty  Resting  Upon  Carrier  to  Advise  Shipper 

That    Through    Rate    Not   Applicable    Via    Original    Point   of 

Destination. 

Washington. — Question:  Kindly  furnish  us  any  decision  that 
may  have  come  to  your  notice  in  connection  with  the  following 
question: 

We  ordered  shipped  a  car  of  corn  from  A,  Neb.,  to  B,  Wash- 
ington. We  routed  X  Railroad  to  C,  care  of  Y.  Railway.  While 
the  car  was  in  transit  we  diverted  to  D,  Ore.  The  rate  did  not 
apply  to  D  while  moving  via  C  and  the  Y  Railway.  The  car  was 
diverted  by  us  at  B  to  D;  the  Y  Railway  diversion  clerk  accepted 
the  diversion  without  drawing  our  attention  to  the  fact  that  the 
through  rate  to  D  did  not  apply  but  would  be  the  combination 
over  B  as  the  rate  to  D  only  provides  for  routing  via  X  Railroad 
direct.  We  filed  claim  for  overcharge,  basing  our  contention  on 
the  fact  that  the  general  freight  department  failed  to  draw  our 
attention  to  the  fact  that  the  through  rate  would  not  apply  when 
the  diversion  was  accomplished.  The  auditor  of  overcharge 
claims  has  declined  payment,  claiming  the  Interstate  Commerce 
Commission  has  ruled  against  payment  of  similar  claims,  giving 
reference  to  Reeves  Coal  Company  vs.  C.  M.  &  St.  P.  Ry.  Co.,  37 
I.  C.  C.  707,  and  Sutherland  Co.  vs.  C.  B.  &  Q  Ry.,  45  I.  C.  C. 
209.  Please  state  if  the  railroad  is  restricted  against  effecting 
payment. 

Answer:  While  we  do  not  locate  an  opinion  of  the  Com- 
mission so  holding,  the  cases  cited  above  not  being  directly  in 
point,  it  is  our  opinion  that  there  is  no  duty  resting  upon  a  car- 
rier to  advise  a  shipper,  who  requests  a  reconsignment  of  his 
shipment,  that  there  is  no  through  rate  from  point  of  origin  to 
l  he  reconsigned  destination  applicable  via  the  point  to  which 
the  shipment  was  originally  consigned.  This  for  the  reason  that 
a  reconsignment  does  not  necessarily  presuppose  the  application 
of  a  through  rate  on  the  shipment,  although  reconsignment  is, 
as  a  general  rule,  associated  with  the  application  of  a  specific 
through  rate,  which  is  often  less  than  the,  sum  of  the  interme- 
diate rates  in  and  out  of  the  point  of  original  destination. 

Notice  of  Claim  Where  Goods  Unlawfully  Sold  by  Carrier 

Indiana. — Question:  Shipment  was  forwarded  December  10, 
1920,  by  express  from  Indiana  to  North  Dakota.  Consignee  re- 
fused the  consignment  and  carrier's  records  indicate  that  they 


mailed  a  notice  to  consignor  that  the  shipment  was  on  hand  re- 
fused. The  notice  was  not  received  by  consignor  and  the  express 
company  forwarded  the  shipment  to  their  Sales  Bureau,  which 
is  located  at  Minnesota.  The  shipment  arrived  there  on  May  13, 

1921,  and  was  disposed  of  during  the  same  month  at  auction  sale, 
the  carriers  realizing  only  one-third  of  the  value  of  the  goods. 
Notice  of  claim  was  given  to  the  carriers  on  July  20,  1921. 

The  state  statutes  of  Minnesota  governing  warehousemen 
provide  that  unclaimed  shipments  if  not  delivered  within  one 
year  may  be  sold  upon  sixty  days'  notice  and  that  notice  shall 
be  given  to  the  owner  personally  or  by  mail.  The  carriers  did 
not  hold  this  particular  shipment  one  year  before  selling  it,  nor 
did  they  send  the  owner  a  notice.  They  contend  that  as  our 
claim  was  not  field  until  after  the  time  limit  expired,  we  can 
not  recover  for  more  than  the  amount  they  received  for  the 
goods.  Our  contention  is  that  the  contract  of  carriage  had  been 
completed  and  that  the  carriers  were  acting  in  the  capacity  of  a 
warehouseman,  and  that  they  are  governed  by  the  laws  of  the 
state  in  which  the  goods  were  sold.  Furthermore,  that  they  did 
not  comply  with  the  laws  of  the  state  of  Minnesota,  and  that  on 
that  account  we  can  recover  for  the  full  value  of  the  shipment. 

Answer:  Proof  of  the  mailing  of  a  notice,  properly  ad- 
dressed and  postpaid,  raises  a  presumption  that  the  notice  was 
received  by  the  person  to  whom  it  was  directed.  This,  how- 
ever, is  a  presumption  of  fact,  and  may  be  rebutted  when  it 
becomes  a  question  for  the  jury. 

While,  apparently,  the  goods  were  unlawfully  sold  by  the 
carrier,  in  that  the  provisions  of  the  state  statute  were  not  com- 
plied with,  the  damages  sustained,  in  our  opinion,  relate  back  to 
the  transportation  of  the  goods,  the  liability  of  the  carrier  as  a 
warehouseman  growing  out  of  its  common  carrier  obligations, 
and  not  that  of  a  warehousemen,  separate  and  distinct  from  its 
common  carrier  obligations.  •  (See  Southern  Ry.  Company  vs. 
Prescott,  240  U.  S.  639.) 

Therefore,  a  compliance  with  the  provision  in  the  bill  of 
lading,  with  respect  to  the  filing  of  a  claim  within  the  period  of 
time  specified  therein,  is  a  condition  precedent  to  the  recovery 
of  damages  through  suit. 

Icing   Records  for  Use  in  Filing  Claims 

Illinois. — Question:      In    the    Traffic    World    for    March    25, 

1922,  page  666,  is  an  inquiry  regarding  icing  records.     In  your 
answer   occurs   the   following   sentence:      "Whether  the   carrier 
will   furnish  its  icing  record  depends  upon  whether  or  not  the 
carrier  desired  to  be  fair  with  a  shipper  and  not  upon  any  duty 
or  obligation  resting  upon  the  carrier  to  furnish  such  records." 

These  carload  shipments  of  peaches,  cantaloupes,  and  other 
fruits  and  vegetables  from  points  in  the  southwest  under  the 
supervision  of  the  car  line  mentioned,  are,  of  course,  moving 
subject  to  stated  refrigeration  charges  per  carload  and,  there- 
fore, the  carriers  are  in  the  position  of  furnishing  refrigeration 
as  an  inclusive  service  from  loading  station  to  destination  as 
distinguished  from  individual  icings  or  re-icings  at  local  points. 

In  the  Traffic  World  for  June  15,  1912,  page  1228.  you  made 
a  somewhat  different  ruling,  which  was  in  accordance  with  the 
general  understanding  prevailing,  as  follows:  "Properly  speak- 
ing, it  is  not  ice  but  refrigeration  which  the  carriers  furnish, 
and  when  the  refrigeration  charge  is  governed  by  a  tariff  that 
provides  a  rate  per  100  pounds  of  freight  loaded,  it  is  not  mate- 
rial how  much  ice  the  carrier  used  in  performance  of  said  serv- 
ice, and  the  shipper  is  not  legally  entitled  to  know  anything 
concerning  same." 

Is  it  not  possible,  therefore,  that  your  last  ruling  of  March 
25,  1922,  may  convey  a  somewhat  different  impression  from  your 
original  ruling  of  June  15,  1912? 

Answer:  Judging  from  the  question  asked,  the  shipments 
in  question  did  not  move  under  stated  refrigeration  charges. 
However,  even  though  the  shipment  does  more  under  a  stated 
refrigeration  charge,  as  damages  to  perishable  goods  may  result 
from  the  inherent  nature  of  the  goods,  as  well  as  from  lack  of 
proper  refrigeration  in  transit,  the  icing  record  may  be  material 
to  the  issue  of  whether  or  not  the  carrier  was  negligent,  in  the 
event  the  carrier  declines  a  claim. 


POSTAL  IMPROVEMENT  WEEK 

Postmaster  General  Work  has  appointed  a  committee  to 
formulate  plans  and  arrangements  for  a  "Postal  Improvement 
Week"  which  has  been  fixed  as  the  week  beginning  Monday, 
May  1. 

"The  purpose  of  the  Postal  Improvement  Week,"  says  Post- 
master General  Work,  "is  to  stimulate  all  employes  of  the  depart- 
ment throughout  the  country  to  greater  interest  and  greater  en- 
terprise in  order  to  perfect  the  postal  service  by  enlisting  the  as- 
sistance of  the  public  to  the  end  that  there  may  be  a  better  co- 
operation between  the  patrons  of  the  offices  and  the  personnel 
of  the  system,  for,  in  the  last  analysis,  the  real  postal  system  of 
the  country  includes  those  who  prepare  mail  for  transmission  as 
well  as  those  who  are  employed  in  the  postal  system  proper." 

All  postmasters,  officials,  postal  workers,  newspapers,  and  all 
others  who  may  be  interested,  are  invited  to  send  suggestions  to 
the  department  for  consideration  in  connection  with  this  special 
improvement  week. 
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WACO,  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

One  Block  on  Mary  at  13th  Street 


MUSKOGEE.  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 


1«M  a«uth  Canal  »tr*rt,  near  TayMr 
T.«mi"i  »f  Bv*ry  Description—  City  Delivery  •srrlx  aM 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 


&  R.  &  P.  WAREHOUSE,  Inc. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

N*,*M  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVESTON 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  car*  arc  operated  daily   out   of  Dallas  to   Laredo  for 
Mexican  points.    Qoodt  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 
upon  application.     Correspondence  solicited. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Emtabli.hed  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Gar- 
loads  for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


INDIANAPOLIS,  INDT 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  twitching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


EXPORTERS 

Why  should  you  permit  European  competitors 
to  flood,  with  their  products,  the  market  of 
MEXICO,  when  you  have  the  goods  and  need 
the  business? 

We  have  an  intimate  contact  with  the  buyers 
of  Mexico.  Perhaps  we  can  assist  you  in  creat- 
ing an  interest  in  your  products. 

CAMPHUIS  &  CO.,  Inc. 

FORWARDING    AGENTS 

LAREDO,  TBXAS 

Largest  and  most  efficient  forwarders  on  the 
Mexican  Border 

OFFICES 

Laredo,   Texas;    El    Paso,   Texas;    Eagle    Pass,   Texas 
Mexico  City  Monterey,  N.  L.,  Mexico 

Transportation  costs  greatly 
reduced  through  use  of  our 

PACKAGE  CARS 

Now  moving,  via  National  Lines, 
"Insured  for  Preferred  Service" 

Write  for  full   particulars  and  request  a  copy  of  our 
Shipping  Instructions 
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PAYMENTS  TO  CARRIERS 

As  of  April  1,  the  Treasury,  according  to  a  monthly  state- 
ment issued  this  week,  had  paid  to  railroads  a  total  of  $734,084,- 
750  17  under  the  provisions  of  sections  204,  209,  210  and  212  of  the 
transportation  act.  Since  March  1  the  government  has  paid  out 
$28,810,473.16  under  the  act  as  follows: 

Section  204: 
Salina  Northern  It.   K.  Co..    receiver* $ 

Section  209: 

Chicago  Junction  Ry.  Co 

The  Denver  &  Rio  Grande  It.  R.  Co.,  receiver 

Pacific  Coast  Ry.  Co 

Raritan  River  R.  R.  Co 

Santa  Maria  Valley  R.  R.  Co 

Stanley.  Merrill  &  Phillips  Ry.  Co 

Section  210: 

Birmingham  &  Northwestern  Ry.  Co 

Chicago,  Milwaukee  &  St.  Paul  Ry.  Co 25, 

Cisco  &  Northeastern  Ry.  Co 

Gulf.  Mobile  &  Northern  R.  R.  Co 

Evansville,  Indianapolis  &  Terre  Haute  Ry.  Co 

Norfolk  Southern  R.  R.  Co 1 

Western  Maryland  R.  R.  Co 

Section  212: 

Alton  &  Southern  R.  R.  Co 

El  Paso  &  Southwestern  Co 


3,840.26 

315.319.54 
477,953.32 
21,558.36 
24,805.19 
10,513.78 
32,482.71 

75.000.00 
000,000.00 

31,000.00 
918,500.00 
150,000.00 
000,000.00 
150,000.00 

100.000.00 
500,000.00 


Total  $28,810.473.16 

The  total  payments  of  $734,084,750  to  March  31  were  divided 
as  follows: 

Total  payments  to  March  31.  1922: 

(a)  Under  Section  204,  as  aBiended  by  Sec- 

tion 212.  for  reimursement  of  deficits 
during  federal  control: 

(1)  Final    payments,     including    partial 

payments  previously  made $     1,378,368.84 

(2)  Partial   payments   to. carriers   as   to 

which  a  certificate  for  final  pay- 
ment has  not  been  received  by 
the  treasury  from  the  Interstate 

Commerce    Commission    1,815, 841. la 

Total    payments    account    reim- 
bursement   of    deficits $.   3.194.2011.99 

(b)  Under  Section  209,  as  amended  by  Sec- 

tion 212,  for  guaranty  in  respect  to 
railway  operating  income  for  first  six 
months  under  federal  control: 

(1)  Final  payments,   including  advances 

and    partial    payments    previously 

made     8,248,174.13 

(2)  Advances    to    carriers    as    to    which 

a  certificate  for  final  payment  has 
not  been  received  by  the  treasury 
from  the  Interstate  Commerce 
Commission  259,510,874.00 

(3)  Partial    payments   to    carriers    as    to 

which  a  certificate  for  final  pay- 
ment has  not  been  received,  as 

stated    above    164.652,775.05 

Total  payments  account  of  said ,10941,  wix 

guaranty    $432,411,823.18 

(o)  Under  Section  210,  for  loans  from  the 
revolving  fund  of  $300,000,000  therein 
provided 298,478,717.00 

Total    $734,084,750.17 

The  carriers  to  which  final  payments  have  been  made  by  the 
Treasury  of  the  guaranty  under  section  209  and  the  aggregate 
amounts  severally  paid  to  them  on  the  guaranty  including  ad- 
vances made  under  paragraphs  (h)  and  (i)  are  as  follows: 

Alabama  &  Mississippi  R.  R.   Co.,  receiver    $      16.543.61 

Ann  Arbor  R.  R.   Co 315,261.85 

Buffalo,  Rochester  &  Pittsburgh  Ry.   Co 1,693.771.26 

Chicago   Junction    Ry.    Co 1,565,319.54 

The  Denver  &  Rio  Grande  R.  R.  Co.,  receivers 1,415,453.32 

Electric  Short  Line  Ry.  Co 59,993.67 

Electric  Short  Line  Terminal  Co 3.158.56 

Norfolk  Southern'  R.  R.  Co 1,311.700.63 

Pacific  Coast  Ry.   Co 21,558.36 

Raritan   River  R.   R.  Co 104.305.19 

Santa  Maria  Valley  R.   R.   Co 10,513.78 

Stanley,  Merrill   &  Phillips  Ry.  Co 32.482.71 

Terminal  R.  R.  Assn.  of  St.   Louis    1,693,960.75 

The  Ursina  &  North  Fork  Ry.  Co 4.150.90 


$8,248.174.13 

Repayments  on  loans  under  section  210  have  been  made  as 
follows: 

Ann  Arbor  R.   R.  Co $        80,000.00 

Atlanta,  Birmingham  &  Atlantic  Ry.  Co 20.000.00 

Bangor  &  Aroostook  R.   R.  Co 16,000.00 

Carolina,  Clinchfteld  &  Ohio  Ry.  Co 2,000.000.00 

Central  of  Georgia  Ry.   Co 15,860.00 

Chicago  Great  Western  R.  R.   Co 240,000.00 

Chicago,  Indianapolis  &  Louisville  Ry.  Co 45,000.00 

Clm-ago.  Milwaukee  &  St.  Paul  Ry.  Co 25,340,000.00 

Chicago  &  Western  Indiana  R.  R.  Co 89,000.00 

Graat  Northern  Ry.  Co 30,134,000.00 

Illinois  Central   It.   R.   Co 296,000.00 

Kansas  City.  Mexico  &  Orient  R.  R.  Co.,  receiver 2,500,000.00 

Lake  Erie,   Franklin  &  Clarion  R.  R.  Co 1,250.00 

Ixmg  Island  It.   R.  Co , 219.000.00 

Missouri  Pacific  R.   R.   Co 4,442,000.00 

National  Ry.   Service  Corporation    388.660.65 

New  York  Central  R.  R.  Co 1,990.000.00 

Norfolk  Southern  R.   R.  Co 11,100.00 

Northern   Pacific   Ry.    Co 6,000,000.00 

Salt  Lake  &  Utah  R.  R.  Co 15,700.00 

Waterloo,  Cedar  Falls  &  Northern  Ry.  Co 60.000.00 

Western   Maryland   Ry.   Co 100.000.00 


The  Railroad  Administration  this  week  announced  the  fol- 
lowing final  settlements:  New  England  Steamship  Co.,  $100,000; 
Wilkes-Barre  Connecting  Railroad  Co.,  $27,500;  and  Chicago 
Heights  Terminal  Transfer  Railroad  Co.,  $500. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  payment  of  $39,226.17  to  the  Western  Allegheny  will 
make  good  the  guaranty  to  that  road.  The  total  payable  under 
the  guaranty  was  found  to  be  $84,226.17,  but  the  final  payment 
was  reduced  on  account  of  advances. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $52,423.22  is  payable  to  the  Kentwood,  Greensburg  & 
Southwestern  Railroad  Co.  under  section  204  of  the  transporta- 
tion act. 


RAILWAY  REVENUE  IN  FEBRUARY 

Class  1  roads  in  February  came  within  approximately  $14.- 
000,000  of  earning  a  net  railway  operating  income  of  6  per  cent, 
according  to  virtually  complete  tabulations  made  by  the  Bureau 
of  Railway  Economics.  With  a  few  roads  missing,  it  appeared 
that  the  net  for  all  Class  1  roads  would  be  approximately 
$48,000,000.  They  should  have  earned  about  $62.000,000  to  have 
had  a  return  of  6  per  cent.  The  percentage  of  return  earned 
is  about  4%  per  cent. 

Compilations  covering  192   roads  follow: 


1922 


1921 


District. 
Total  Operating  Revenues: 

Eastern    District    (Incl.    Poca- 

hontas)      ....................  $202,345,217 

Southern  District  (Excl.  Poca- 
hontas)     .....................      49.615.641 

Western   District    .............   131,592,014 

United    States    ................   383,552,872 

Total  Operating  Expenses: 
Eastern    District    (Incl.    Poca- 

hontas)      ....................    161,048,951 

Southern  District  (Excl.  1'oca- 

hontas)      ....................     39,299,911 

Western   District    .............   110.831.993 

United    States    ................   311,180,835 

Net  Railway  Operating  Income-: 
Eastern    District    (Incl.    Poca- 
hontas)     .....................     29,004.99*  Def  7,272,238 

Southern  District  (Excl.  Poca- 

hontas)     .....................       7,005,683  459,317 

Western    District    .............       8,832,731  469,181 

United    States    ................     44,843.404  Def  6,343,540 


Per  cent 

of  increase 

1922  over  11)21 


$193,608,534 

51.130.470 
143,742,241 
388,481,245 


189,892,891 

47,772,223 
131.6S2.166 
369,347,28(1 


4.5 

3.0 
8.5 
1.3 


d  15.2 

d  17.7 
d  15.8 

d  15.7 


Eastern   District    . 
Southern   District 
Western    District   , 
Unili-il    States    


Number  of  Average 

roads  mileage 

represented  represented 

83  64,094.68 

30  34.875.70 

79  122,043.26 

192  221,013.64 


WAGE  STATISTICS 

Class  1  railroads,  including  16  switching  and  terminal  com- 
panies, paid  1,661,301  employes  $2,800,896,614  in  1921  as  com- 
pared with  $2,054,160  employes  and  $3,631,396,506  in  1920,  accord- 
ing to  a  statement  en  wage  statistics  issued  by  the  Bureau  of 
Statistics  of  the  Commission. 

"As  shown  by  the  summary  below,"  the  Bureau  said,  "the 
number  of  employes  was  less  in  every  quarter  of  1921  '.ban  in 
the  corresponding  quarter  of  1920.  The  reduction  averages  19.1 
per  cent  for  the  year.  Compensation  decreased  22.9  per  cent. 

"In  1921  the  number  decreased  from  1,804,822  in  January  to 
1,542,716  in  April.  Beginning  with  May  the  employment  in- 
creased from  month  to  month  until  in  October  it  reached  1,754,- 
136.  November  reports  showed  a  decrease  of  21,783,  and  a 
further  decrease  of  95,202  is  shown  for  December." 

The  number  of  employes  and  compensation  by  quarters  for 
1920  and  1921  (the  first  line  representing  the  first  quarter  and 
so  on),  follows: 


Average  No. 
Employes 
1.993.524 
2,004.760 
2.157.989 
2,060,368 


-1J20 


2,054,160 


Compensation 

$    795,616.330 

801,063,938 

1,052,109,451 

982,606,787 

$3,631,396,506 


Average  No. 
Employes 
1.691.471 
1.568,143 
1.677,709 
1,707,880 


1921- 


1.661,301 


Compensation 

$757,325,365 

699,684,795 

666.058.102 

677,828,361 

$2,800,896,614  . 


A  comparison  of  the  number  of   employes   and   their   com- 
pensation, by  months,  for  the  period  covered  by  the  new  classi- 
fication follows: 

Number  of 

Month  Employes 

July,    1921    ...........................         1,634,872 

August,  1921  '  ........................         1,679,927 

September,   1921   '  ....................         1.718,330 

October.   1921   '  .......................         1.754.136 

November,    1921    '  ........................  1.732,353 

December,  1921   '  .....................         1,637,151 


Total 

Compensation 
$21  4,  339.385 
227,745,895 
223.972.822 
237,602.959 
225.304.006 
214.921,396 


1  Excludes  Detroit.  Toledo  &  Ironton  railroad. 


Total    $74.003,570.65 


Knowing  where  to  go  and  whom  to  see  makes  the 
Washington  service  we  render  Daily  Traffic  World  sub- 
scribers prompt  and  accurate. 


April  8,  1922 
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The 

Texas  Mexican 

Railway  Company 


r/co 


Traffic  Repreientatirei: 
C.  M.  Fi.h, 

Traffic  Manager, 

Laredo,  Teia« 

W.  C.  Beaman, 

Aaat.  Traffic  M.naj.r, 

Laredo,  T«xaa 

J.  P.  Craven. 

General  Agent, 

Laredo,  Texas 

C.  W.  Fi.h. 

Foreign  Freight  Agent, 

918  Chemical  Building, 

St.  Louie,  Mo. 

Mr.  Shipper 
and  Consignee: 

In  our  previous  adver- 
tisements we  have  endeav- 
ored   to   convey   information 
that  would  be  of  some  assistance 
to  you  in  sending  shipments  to  and 
from  Mexico.     If  there  is  any  partic- 
ular   information    you  desire,  please 
write  us. 


Shipping  of  the  LAREDO  BERMUDA  ONION  crop  will  begin  about  the 
first  of  April,  and  we  have  arranged  to  handle  all  shipments  routed  TEXAS 
MEXICAN  in  SPECIAL  TRAIN  SERVICE.  It  is  estimated  that  the  move- 
ment will  be  about  fifteen  hundred  cars.  List  of  growers  and  shippers 
furnished  upon  application. 

C.  M.  FISH,  Traffic  Manager. 


ATLANTA,  GEORGIA 

Security  Warehouse  Company 


100,000  Square  Feet  Floor  Space 


•Bankeri  of  Merchandise' 


Mr.  Traffic  Man: 

Do  you  have  Storage  and  Distribu- 
tion problems  at  ATLANTA  ?  If  so, 
we  have  the  facilities  and  experience 
to  be  of  real  service  to  you. 


W.  J.  HARTMAN.  PU.L..-I. 
732    FEDERAL  ST. 
CHICAGO   U.  S.  A. 


FREIGHT  RATES  FOR  SHIPPERS 


From  points  in  the  Eastern  Seaboard,  Central 
and  Middle  Western  Territories  to  Stations 
West  of  the  Mississippi  River,  also  Wisconsin, 
Illinois,  Indiana,  Ohio  and  Michigan,  as  well 
as  East  Bound  Class  Rates  from  Western 
Basing  Points  to  Stations  East  of  the  Indiana- 
Illinois  State  Line. 

A  reproduction  of  the  Class  and  Commodity 
Freight  Rates,  issued  in  loose  leaf  form  with 
a  monthly  distribution  of  revised  pages. 

A  RECORD  OF  RATES  THAT  EVERY  TRAFFIC  DEPARTMENT  NEEDS 

This  Publication  will  be  sent  to  you  for  inspection  without 
cost  or  obligation  if  we  are  given  the  privilege. 
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K.   M.   &   0.   DIVISION   CASE 

The  Traffic  World  Washington  Bureau 

Another  division  case,  in  which  the  applicants  invoke  the 
power  exercised  by  the  Commission  in  the  New  England  and 
the  Missouri  &  North  Arkansas  cases,  has  been  instituted  by  the 
Commission  on  the  application  of  the  Kansas  City,  Mexico  & 
Orient  (William  T.  Kemper,  receiver)  and  the  Kansas  City, 
Mexico  &  Orient  of  Texas  (No.  13668)  and  assigned  for  hearing 
in  Washington  before  Examiner  C.  V.  Burnside,  May  15.  The 
order  instituting  the  case  recites  that  the  two  companies  have 
alleged,  in  an  application  for  the  exercise  of  the  power  supposed 
to  reside  in  paragraph  (6)  of  section  15,  that  the  revenues  ac- 
cruing to  the  applicants  are  insufficient  to  enable  them  to  render 
such  transportation  service  as  will  properly  meet  the  needs  ot 
the  public  and  requesting  such  orders  from  the  Commission  re- 
specting divisions  of  joint  rates  as  will  result  in  increasing  such 
revenues. 

The  inquiry  ordered  by  the  Commission  Is  to  determine 
whether  or  not  the  joint  rates,  fares,  and  charges  on  traffic  in- 
terchanged between  the  applicants  are  unjust,  unreasonable,  in- 
equitable or  unduly  preferential  or  prejudicial. 

Applicants  and  respondents,  by  the  order,  are  required  to 
file  on  or  before  the  hearing  day,  statistics  showing  the  number 
of  tons  and  ton-miles,  moving  under  joint  rates,  interchanged 
in  the  year  ended  December  31,  1921,  the  revenues  accruing, 
and  other  such  pestinent  facts  as  might  be  expected  to  be  of 
help  to  the  Commission  in  determining  whether  the  Orient  has 
been  obtaining  a  fair  share  of  the  money  paid  by  the  public  for 
the  service.  The  railroads  named  as  respondents  are: 

» 

Chicago.  Rock  Island  &  Pacific;  the  Chicago,  Rock  Island  &  Gulf; 
Atchison,  Topeka  &  Santa  Fe;  Gulf,  Colorado  &  Santa  Fe;  Panhandle 
&  Santa  Fe;  St.  Louis-San  Francisco;  Mdiland  Valley;  Missouri  Pa- 
cific; St.  Louis  Southwestern;  Clinton  &  Oklahoma  Western;  Missouri. 
Kansas  &  Texas;  Missoivri,  Kansas  &  Texas  of  Texas:  Wichita  Falls 
&  Northwestern  of  Oklahoma;  Wichita  Falls  &  Northwestern  of 
Texas;  Fort  Worth  &  Denver  City;  Colorado  &  Southern;  Wichita 
Valley;  Denver  &  Rio  Grande  Western;  Southern  Pacific:  Galveston, 
Harrisburg  &  San  Antonio:  Texas  &  New  Orleans;  Houston  &  Texas 
Central;  Houston  East  &  West  Texas;  Houston  &  Shreveport;  Pacific 
Electric;  Texas  &  Pacific;  International  &  Great  Northern:  Trinity 
&  Brazos  Valley;  Abilene  &  Southern;  Union  Pacific;  Oregon  Snort 
Line;  ©regon-Washington  Railroad  &  Navigation:  Los  Angeles  &  Salt 
Lake;  St.  Joseph  &  Grand  Island;  Chicago,  Milwaukee  &  St.  Paul; 
Chicago,  Burlington  &  Quincy;  Chicago  &  Alton:  Chicago  Great  West- 
ern; Wabash,  and  Quincy,  Omaha  &  Kansas  City. 

A  second  proceeding  of  inquiry  into  the  financial  condition 
of  the  Kansas  City,  Mexico  &  Orient  (No.  13675)  covering  the 
routing  of  traffic,  by  connections  of  the  Kansasa  City,  Mexico 
&  Orient,  of  traffic  given  them  unrouted  by  the  shippers,  has 
been  instituted  by  the  Commission. 

The  Orient  alleged  to  the  Commission  that  its  eonnections 
were  not  sending  enough  of  the  unrouted  traffic  via  its  rails  as 
those  of  an  intermediate  carrier  to  enable  it  to  obtain  the 
revenue  needed  by  it  to  render  such  transportation  service  as 
will  properly  meet  the  needs  of  the  public. 

A  hearing  on  this  inquiry  is  to  be  held  by  Examiner  W.  P. 
Bartel,  in  Washington,  May  1. 


N.  Y.  C.  CHICAGO  TERMINAL 

The   Traffic   World   Washington  Bureau 

Another  chapter  in  the  long  drawn  out  tale  of  the  New 
York  Central's  effort  to  obtain  possession  of  the  Chicago  packer 
railroads  was  spoken  April  5  in  a  third  argument  either  on  the 
case  itself  or  on  the  sections  of  the  transportation  law  that 
are  supposed  to  be  involved  by  reason  of  the  effort.  The  dis- 
cussion was  carried  on  by  substantially  the  same  men  that  have 
heretofore  been  heard  in  the  matter.  The  reason  for  the  third 
discussion  of  the  subject  was  found  in  the  revised  proposed 
raport  on  the  subject  put  forth  by  the  Commission  but  not 
credited  to  any  commissioner  or  any  examiner.  R.  J.  Cary, 
speaking  for  the  New  York  Central,  said  it  was  a  nameless 
child,  and  therefore,  he  felt  at  liberty  to  speak  plainly  about  it. 

The  revised  report  consisted  of  a  reiteration  of  the  seven- 
teen conditions  carried  in  the  tentative  report  written  by  Ex- 
aminer Ray  W.  Clarke  and  the  inclusion  of  an  eighteenth  provid- 
ing for  the  revocation  of  the  permission  to  acquire,  for  good  cause 
shown,  or  if  any  of  the  conditions  were  held  invalid  by  a  court. 
He  said  the  New  York  Central  had  objected,  on  principle,  to 
the  seventeen  conditions  proposed  by  the  examiner  but  it  did 
not  expect  the  Commission  to  come  back,  when  it  took  under 
advisement  the  things  said  at  the  second  argument,  with  what 
he  called  the  "biggest  outrage  in  the  world,"  in  the  -form  of  an 
additional  condition  providing  that  :f  any  part  of  the  condi- 
tions were  held  not  valid  then  the  whole  arrangement  should 
fall  to  the  earth.  He  pointed  out  that  If  the  eighteenth  condi- 
tion were  held  by  a  court  to  be  beyond  the  power  of  the  Commis- 
sion, then  the  Commission  would  be  placed  in  the  position  of 
never  having  passed  on  the  questions  raised  by  the  application 
of  the  New  York  Central  and  the  Chicago  Junction  roads.  He 
contended  the  Commission  should  pass  on  the  questions  raised 
by  the  application. 

Not  one  of  those  who  to«k  part  In  the  discussion  advocated 


going  through  with  the  arrangement.  Luther  M.  Walter,  for 
the  intervening  trunk  lines,  reiterated  his  objections.  C.  B. 
Heiserman,  for  the  Pennsylvania,  called  attention  to  what  he 
called  the  fact  that  the  proposal  put  forward  by  the  New  York 
Central  was  not  for  a  permit  to  do  something  mentioned  in  the 
law  but  merely  an  application  for  approval  of  an  option  under 
which,  if  the  parties  to  it  tried  to  carry  out  their  plans,  they 
could  not  proceed  without  a  permit  from  the  Commission.  He 
said  the  Commission,  in  dealing  with  the  Pennsylvania,  had 
insisted  on  something  concrete  and  tangible  being  put  before  it 
and  not  merely  the  fact  that  an  agreement  had  been  made  by 
two  corporations  to  do  something.  He  suggested  it  would  be 
a  good  idea  if  the  Commission  required  the  New  York  Central 
to  be  equally  specific. 

Mr.  Heiserman  took  cognizance  of  the  fact  that  several 
speakers  have  questioned  whether  Luther  M.  Walter  was  speak- 
ing for  the  Pennsylvania  when  he  said  certain  things.  Mr. 
Heiserman  said  he  had  made  the  arrangement  with  Mr.  Walter 
and  that  the  latter  spoke  for  the  Pennsylvania,  but  no  more 
for  it  than  for  each  of  the  other  seven  objecting  railroads. 

Irving  Herriott,  speaking  for  shippers  along  the  line  of  the 
Chicago  Junction,  admitted  that  one  of  his  big  clients  had  with- 
drawn its  support.  He  said  that,  inasmuch  as  one  of  the  chief 
men  in  that  concern  had  told  him  J.  P.  Morgan  &  Company, 
from  which  banking  house  the  man  borrowed  considerable 
money,  had  called  him  to  New  York  and  told  him  he  had  better 
withdraw  his  objection,  he  presumed  the  influence  of  that  bank- 
ing house  had  caused  the  withdrawal.  But  he  said  all  the  other 
shippers  who  had  hired  him  were  still  of  the  opinion  that  it 
would  not  be  in  the  public  interest  nor  in  their  own  interest  for 
the  New  York  Central  to  be  allowed  to  get  control  of  the 
packer  railroads,  hence  his  appearance  at  this  time. 

Former  Secretary  of  the  Interior  Walter  L.  Fisher  also 
spoke  in  opposition  to  the  issuance  of  any  certificate  to  the  New 
York  Central.  He  said  the  Commission's  reports  all  showed, 
when  the  proposed  conditions  were  left  off,  that,  in  its  opinion, 
the  acquisition  of  the  packer  terminals  by  the  New  York  Central 
would  not  be  in  the  public  interest.  Appearing  as  he  did  for 
the  Chicago  terminal  commission  he  said  the  proper  thing  for 
the  Commission  to  do  was  to  deny  the  application  and  wait  until 
it  had  completed  its  consolidation  plans  before  deciding  what  to 
do  with  the  packer  terminals. 


NEW   ILL.  CENTRAL  SPUR 

The  Illinois  Central  has  applied  to  the  Commission  for 
authority  to  operate  a  spur  or  industrial  track  from  a  point 
on  the  Christopher-Herrin  line  of  the  company  about  one-half 
mile  north  of  the  crossing  of  the  I.  C.  and  the  C.  B.  &  Q.  near 
Zeigler,  111.,  to  Royalton,  111.,  a  distance  of  5.5  miles.  The  spur 
was  built  some  time  ago. 

VIRGINIAN    RY.   BONDS 

The  Virginian  Railway  has  been  authorized  to  issue  $1,- 
590,000  of  5  per  cent  first  mortgage  50-year  gold  bonds  to  be 
pledged  as  collateral  security  in  part  for  a  6  per  cent  note  of 
$2,000,000  held  by  the  Director-General  of  Railroads. 

COURSE    IN    MAKING   AND    USING    BOXES 

The  Forest  Products  Laboratory  at  Madison,  Wis.,  an- 
nounces that  it  will  give  the  next  course  in  boxing  and  crating 
the  week  of  May  1-6,  provided  the  demand  for  the  course  on 
the  part  of  the  box  making  and  box  using  industries  is  suffi- 
cient to  warrant  interrupting  the  regular  program  of  investi- 
gative work.  Since  the  laboratory  is  not  provided  with  federal 
appropriations  for  this  instructional  work,  the  courses  must  be 
self-supporting,  and  their  continuation  therefore  depends  on  the 
popular  demand  for  them.  A  co-operative  fee  of  $100  is  charged 
for  each  man  enrolled. 


TAX  EXAMINER  SPECIALIST  EXAMINATION 
The  United  States  Civil  Service  Commission  announces  an 
open  competitive  examination  for  tax  examiner  specialist.  Va- 
cancies in  the  Interstate  Commerce  Commission,  Washington, 
D.  C.,  for  duty  in  connection  with  the  valuation  of  the  property 
of  common  carriers,  at  entrance  salaries  ranging  from  $2,400 
to  $3,600  a  year,  and  vacancies  in  positions  requiring  similar 
qualifications  in  other  branches  of  the  service,  at  these  or  higher 
or  lower  salaries,  will  be  filled  from  this  examination,  unless  it 
is  found  in  the  interest  of  the  service  to  fill  any  vacancy  by 
reinstatement,  transfer,  or  promotion.  Receipt  of  applications 
to  close  May  9,  1922. 


NEW   CONSTRUCTION   APPLICATIONS 

The  Mattawamkeag  &  Eastern  Railroad  has  applied  to  the 
Commission  for  authority  to  construct  13.2  miles  of  line  between 
Drew  Plantation  and  Mattawamkeag  in  Penobscot  county,  Maine. 

The  Eastern  Maine  railroad  has  applied  to  the  Commission 
for  authority  to  build  128  miles  of  new  line  from  Houlton  to 
Bangor,  Me.  The  line  will  furnish  an  outlet  for  the  potatoes, 
grain  and  lumber  of  Aroostook  county,  the  applicant  said. 
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PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  large,  sheltered  harbor. 

Modern  steel   and   concrete   pier    ac- 
commodations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y..  N.  H.  fc  H.  Railroad 
with  track*  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1,250.000  sq.  ft. 


Direct  steamer  service  to  Lisbon,  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

I 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

Dirid  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 


New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 


PORTS  AND  FREE  ZONES 

The  most  important  problems  now  before  the  American  business  man 
are  the  extension  of  his  FOREIGN  TRADE,  the  proper  adjustment  of  the 
TARIFF,  and  the  injection  of  BUSINESS  EFFICIENCY  into  GOVERN- 
MENT. The  happy  medium  between  the  first  two  is  the  FREE  ZONE, 
and  the  proper  application  of  the  third  is  that  this  zone  be  located  where 
the  least  money  will  be  required  and  where  the  greatest  benefits  may  be 
obtained  from  the  money  invested. 

The  PORT  OF  TACOMA  calls  attention  to  a  site  adjacent  to  its 
terminal  properties  which  fully  meets  these  requirements.  ONE  THOU- 
SAND ACRES  of  tide  lands,  bounded  by  FOUR  TRANSCONTINENTAL 
RAILROADS  and  MODERN  TERMINALS,  served  by  the  cheapest 
POWER,  LIGHT  and  WATER  in  the  world,  situated  on  the  nation's 
finest  harbor,  and  this  harbor  a  portion  of  PUGET  SOUND,  the  true 
GATEWAY  TO  THE  ORIENT. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 


788 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  14 


REVENUE  FREIGHT  LOADING 

Tht  Traffic  World  Washington  Bureau 

Revenue  freight  loading  Increased  to  846,035  cars  the  week 
ended  March  25,  according  to  the  weekly  statement  of  the  car 
service  division  of  the  American  Railway  Association.  The 
loading  in  the  preceding  week  was  823,369  cars.  In  the  corre- 
sponding weeks  of  1921  and  1920  the  loadings  were  686,567  and 
895,386,  respectively. 

As  compared  with  the  week  preceding  that  ended  March  25 
increases  were  shown  in  the  loading  of  coal,  coke,  forest  prod- 
ucts, merchandise,  L.  C.  L.,  and  miscellaneous. 

Loading  by  districts  in  the  week  ended  March  25  and  the 
corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,882  and  5,637; 
live  stock,  2,609  and  2,492;  coal,  58,281  and  36,806;  coke,  2.111 
and  797;  forest  products,  4,782  and  5,979;  ore,  1,073  and  654; 
merchandise,  L.  C.  L..,  67,677  and  54,783;  miscellaneous,  70,712 
and  58,462;  total,  1922,  214,127;  1921,  165,610;  1920,  222,365. 

Allegheny  district:  Grain  and  grain  products,  2,407  and 
2,007;  live  stock,  2,668  and  2,860;  coal,  60,137  and  36,855;  coke, 
4.170  and  2,653;  forest  products,  2,366  and  2,407;  ore,  1,129  and 
1,365;  merchandise,  L.  C.  L.,  50,198  and  41,560;  miscellaneous, 
57,897  and  47,362;  total,  1922,  180,972;  1921,  137,069;  1920,  200,285. 

Pocahontas  district:  Grain  and  grain  products,  243  and  155; 
live  stock,  71  and  68;  coal,  25,071  and  13,468;  coke,  253  and  149; 
forest  products,  1,252  and  1,361;  ore,  23  and  17;  merchandise,  L. 
C.  L.,  6,076  and  5,432;  miscellaneous,  4,027  and  2,893;  total,  1922, 
37,016;  1921,  23,543;  1920,  35.923. 

Southern  district:  Grain  and  grain  products,  3,286  and 
2,819;  live  stock,  2,057  and  1,834;  coal,  24,867  and  15,541;  coke, 
516  and  556;  forest  products,  18,169  and  13,713;  ore,  656  and  658; 
merchandise,  L.  C.  L.,  38,918  and  36,264;  miscellaneous,  47,192 
and  43,198;  total,  1922,  135,661;  1921,  114,583;  1920,  133,151. 

Northwestern  district:  Grain  and  grain  products,  9,892  and 
9,370;  live  stock,  7,201  and  6,548;  coal,  7,388  and  3,906;  coke, 
1,241  and  783;  forest  products,  15,324  and  14,417;  ore,  601  and 
968;  merchandise,  L.  C.  L.,  28,045  and  27,185;  miscellaneous, 
30,346  and  27,017;  total,  1922,  100,048;  1921,  90,194;  1920,  117,695. 

Central  Western  district:  Grain  and  grain  products,  10,641 
and  9,134;  live  stock,  9,157  and  9,128;  coal,  23,223  and  11,692; 
coke,  198  and  145;  forest  products.  5,199  and  4,583;  ore,  1,084  and 
2,330;  merchandise,  L.  C.  L.,  32,522  and  30,849;  miscellaneous, 
35,196  and  31,406;  total,  1922,  117,220;  1921,  99,267;  1920,  120,789. 

Southwestern  district:  Grain  and  grain  products,  4,715  and 
4,207;  live  stock,  2,195  and  1,776;  coal,  5,619  and  3,111;  coke, 
187  and  175;  forest  products,  7,712  and  6,283;  ore,  716  and  463; 
merchandise,  L.  C.  L.,  16,410  and  16,936;  miscellaneous,  23,437 
and  23,350;  total,  1922,  60,991;  1921,  56,301;  1920,  65,178. 

Total,  all  roads:  Grain  and  grain  products,  38,066  and  33,329; 
live  stock,  25,958  and  24,706;  coal,  204,586  and  121,379;  coke, 
8,676  and  5,258;  forest  products,  54,814  and  48,743;  ore,  5,282  and 
6,455;  merchandise,  L.  C.  L.,  239,846  and  213,009;  miscellaneous, 
268,807  and  233,688;  total,  1922,  846,035;  1921,  686,667;  1920, 
895,386. 


1.  The  primary  purpose  of  such  rules  Is  to  keep  cars  on  the  lines 
of  the  owning  railroad. 

2.  Each   railroad   customarily   purchases   equipment   to   meet   the 
needs  of  its  own  shippers,  which  are  thereby  furnished  with  the  par- 
ticular class  and  type  of  equipment  which  best  suits  their  individual 
needs. 

3.  Cars  can   best  be  maintained  for  service   in   the  shops  of  the 
owning  railroad;   cars  at  home  are  kept  In  better  physical  condition 
than  when  scattered  throughout  the  country. 

Shippers  will  therefore  best  conserve  their  own  interests  by  ad- 
hering to  the  underlying  principles  governing  car  servise  between  rail- 
roads. These  are: 

1.  Home  cars,   which  are   cars  owned  by   the   railroad  on   which 
located,  should  not  be  loaded  off  the  home  road  when  other  suitable 
cars  are  or  can  reasonably  be  made  available  for  use. 

2.  Foreign  cars,   which   are  cars   owned   by   railroads   other   than 
that  on  which  car  is  located,  should  be  loaded: 

(a)  to  a  point  on  the  owning  railroad,  or 

(b)  to  a  point  reached  via  the  owning  railroad,  or 

(c)  in  the  direction  of  the  owning  railroad.  ^ 
These  basic  principles  of  the  Car  Service  Rules  are  subscribed  to 

by  all  railroads  with  agreement  as  to  uniform  adherence.  Shippers 
can  render  material  assistance  in  confining  cars  to  the  proper  channels 
of  traffic  by  loading  In  accordance  with  these  rules. 

Shippers  can  also  assist  In  rule  compliance  by  ordering  cars  for        — 
shipments  as  much  in  advance  as  possible,  specifying  full  routing;  and 
by  not  reloading  cars  made  empty  at  plants  contrary  to  above  prin-         R 
ciples. 

Railroad  representatives  will  gladly  give  any  additional  informa- 
tion which  may  be  necessary  to  Insure  proper  compliance  with  the 
rules  in  the  handling  of  individual  cars. 

Your  co-operation  in  car  handling  is  earnestly  solicited. 


ORDER  AND   LOCATION   OF   CARS 

Out  of  2,275,058  freight  cars  on  line  as  of  March  15,  330,388, 
or  14.5  per  cent,  were  in  bad  order  as  compared  with  14.7  per 
cent  on  March  1,  according  to  a  bulletin  issued  by  the  car  service 
division  of  the  American  Railway  Association. 

Box  cars  in  bad  order  numbered  154,499  or  15.1  per  cent  as 
against  15.3  per  cent  on  March  1;  refrigerator  cars  in  bad  or- 
der numbered  7,940  or  13.2  per  cent  against  13.5  per  cent  March 
1;  gondola  cars  in  bad  order  numbered  142,393  or  14.9  per  cent 
as  against  15  per  cent  on  March  1;  stock  cars  in  bad  order  num- 
bered 10,014  or  12.1  per  cent  as  against  12.2  per  cent  on  March 
1;  flat  cars  in  bad  order  numbered  12,354  or  12.5  per  cent  aa 
against  12  per  cent  March  1. 

The  per  cent  of  home  cars  on  home  roads  as  of  March  15 
was  69.2.  By  classes  of  equipment  the  percentages  were  as  fol- 
lows: Box,  60.1;  refrigerator,  63.8;  gondola,  73.4;  stock,  85.8; 
flat,  82.8. 

The  percentages  of  freight  cars  on  line  to  ownership  as  of 
March  15  were  as  follows:  Eastern  district,  97.9  as  against  93.9 
a  year  ago;  Allegheny  district,  100.6  as  against  97.6  a  year  ago; 
Pocahontas  district,  88.6  as  against  91.7  a  year  ago;  Southern 
district,  99.3  as  against  99.1  a  year  ago;  Western  district,  97.4  as 
against  98.2  a  year  ago;  all  districts,  98  as  against  96.8  a  year 
ago;  Canadian  roads,  92.6  as  against  94.9  a  year  ago. 


CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  surplus  of  freight  cars  in  the  period  March 
15-23  was  219,483  as  against  216,661  in  the  period  March  8-15, 
according  to  the  weekly  compilation  of  the  car  service  division 
of  the  American  Railway  Association.  The  average  daily  short- 
age was  371  cars. 

The  surplus  was  made  up  as  follows:  Box,  81,330;  ventilated 
box,  4,114;  auto  and  furniture,  2,009;  total  box,  87,453;  flat,  11,- 
154;  gondola,  65,098;  hopper,  20,666;  all  coal,  85,764;  coke,  2.783; 
S.  D.  stock,  17,766;  D.  D.  stock,  1,711;  refrigerator,  6,709;  tank, 
489;  miscellaneous,  5,654. 

The  shortage  was  made  up  of  194  box,  30  flat,  85  gondola, 
57  hopper,  2  S.  D.  stock,  1  refrigerator  and  2  miscellaneous  cars. 


SHIPPERS  AND  CAR  SERVICE  RULES 

M.  J.  Gormley,  chairman  of  the  car  service  division  of  the 
American  Railway  Association,  this  week  addressed  a  circular 
to  the  "shipping  public"  in  the  interest  of  co-operation  between 
the  shippers  and  the  railroads  under  the  car  service  rules.  He 
also  sent  a  brief  notice  to  carriers  relative  to  the  circular.  The 
notice  to  the  railroads  follows: 

The  attached  copy  of  circular  addressed  To  The  Shipping-Public  has 
been  prepared  In  response  to  a  general  demand  for  a  brief  yet  clear 
statement  of  what  may  reasonably  be  expected  of  shippers  toward 
observing  the  Car  Service  Rules  adopted  by  all  railroads. 

This  circular  should  be  given  wide  distribution  and  Is  available  In 
any  quantity  required. 

We  suggest  where  practical  to  do  so  that  this  circular  be  given  to 
shippers  by  train  masters  and  other  officers  and  agents  who  are 
familiar  with  and  competent  to  explain  the  rules  In  detail. 

The  circular  follows: 

Car  Service  Rules  which  govern  the  movement  and  Interchange 
of  freight  cars  between  railroads  serve  also  the  self-interest  of  the 
shippers  since  compliance  with  them  enables  the  roads  to  furnish  the 
type  of  car  required  as  well  as  to  lnsur\  a  more  adequate  supply.  This 
because: 


STATEMENT  OF  OWNERSHIP 

Statement   of   the   ownership,    management,    circulation,    etc.,    re- 
quired  by   the   Act   of   Congress   of   August   24,    1912,    of   The   Traffic 
World,  published  weekly  at  Chicago,  111.,  for  April  1,  1922. 
State  of  Illinois,    )  sa 
County  of  Cook     J 

Before  me,  a  notary  public  in  and  for  the  state  and  county  afore- 
said, personally  appeared  William  C.  Tyler,  who,  having  been  duly 
sworn  according  to  law,  deposes  and  says  that  he  is  the  secretary- 
treasurer  of  The  Traffic  World,  and  that  the  following  is.  to  the  best 
of  his  knowledge  and  belief,  a  true  statement  of  the  ownership,  man- 
agement, etc.,  of  the  aforesaid  publication  for  the  date  shown  in  the 
above  caption,  required  by  the  act  of  August  24.  1912.  embodied  in 
section  443,  Postal  Laws  and  Regulations,  printed  on  the  reverse  of 
this  form,  to-wit: 

1.  That  the  names  and  addresses  of  the  publisher,  editor,  manag- 
ing editor,  and  business  managers  are: 

Publisher,  The  Traffic  Service  Corporation,  418  South  Market  St., 
Chicago.  111. 

Editor,  Henry  A.  Palmer,  926  Glengyle  Place,  Chicago.  111. 

Managing  editor,  none. 

Business  manager,  E.  C.  Van  Arsdel,  9847  Prospect  Ave.,  Chi- 
cago, 111  . 

2.  That    the   owners    are:     The    Traffic    Service    Corporation,    418 
South  Market  St.,  Chicago.   111.;   E.  F.  Hamm,   Kenilworth,   111.;  Wm. 
Eastman.   Evanston,  111.;  William  C.  Tyler,  LaGrange,  111.;  C.  j.  Fel- 
lows. Baltimore,  Md.;  Fred  Fellows,  St.  Paul,  Minn. 

3.  That  the   known   bondholders,   mortgagees,   and  other  security 
holders  owning  or  holding  1  per  cent  or  more  of  total  amount  of  bonds, 
mortgages,  or  other  securities  are:  (If  there  are  none,  so  state.)    None. 

4.  That  the  two  paragraphs  next  above,  giving  the  names  of  the 
owners,  stockholders,  and  security  holders,  if  any,  contain  not  only  the 
list  of  stockholders  and  security  holders  as  they  appear  upon  the  books 
of  the  company,  but  also,  In  cases  where  the  stockholder  or  security 
holder  appears  upon  the  books  of  the  company  as  trustee  or  In  any 
other  fiduciary   relation,   the   name   of  the   person   or   corporation   for 
whom  such  trustee  is  acting,   Is  given;  also  that  the  said  two  para- 
graphs   contain    statements    embracing    affiant's    full    knowledge    and 
belief   as   to   the    circumstances    and   conditions   under   which    stock- 
holders and   security   holders  who  do  not   appear  upon   the   books  of 
the  company  as  trustees,  hold  stock  and  securities  in  a  capacity  other 
than   that  of  a   bona  fide   owner;   and   this   affiant   has   no   reason   to 
believe    that    any    other   person,    association    or   corporation    has    any 
Interest  direct  or  indirect  In  the  said  stock,  bonds,  or  other  securities 
than  as  so  stated   by  him. 

WILLIAM  C.  TYLER.  Secretary-Treasurer. 
Sworn  to  and  subscribed  before  me  this  1st  day  of  April.  1922 
[Seal]  E.   C.  VAN  ARSDEL. 

(My  commission  expires  Feb.   16,  1924.) 
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GALVESTON 

The  Stone  Forwarding  Company 

220— 21«t   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments.  • 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  tailing  ichedule  covering 
all  tadingi  from  Galvetton,  Texat  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution! 


Complete 

Orginizatior 


Modern 
Facilitiet 


Clean  and  Well 

Ventilated 

Warehouses 


Hisalrxrad  CosMiau  W«rahoua»i,  Eliht  compartments  separated  by  M-lnch  Are  wallt.  A.  D.  T.  Watchman  Sarvice.  LOW  INSURANCE  RATES. 
Tne  upper  story  of  oar  warenouat.  baviac  approBimately  200.000  an.  ft.  door  space,  is  devoted  entirely  to  the  baadlinf  of  merchandise  distribution 
fretcbt.  It  it  IS  feet  above  normal  tide,  mawW  you  •baohttc  safety  from  haiarda  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 
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LUMBER   PENALTY   CHARGE 

The  Traffic   World   Washington  Bureau 

Attorneys  for  the  railroads  and  the  Director-General  have 
asked  for  re-argument  in  No.  11818,  American  Wholesale  Lumber 
Association  vs.  Director-General,  Aberdeen  &  Rockflsh  et  al.t 
commonly  known  as  the  $10  a  day  penalty  case,  with  a  view,  ap- 
parently, to  escaping  the  making  of  any  reparation  in  the  sub- 
numbered  cases,  by  having  the  Commission  hold  that  if  a  car  was 
forwarded  beyond  the  first  billed  destination,  even  if  it  paid  the 
combination,  plus  $7  for  the  reshipping  papers,  it  was  held  "for 
reconsignment,"  and  therefore,  subject  to  the  penalty.  They  sug- 
gested the  Commission  had  used  language  in  connection  with  the 
sub-numbers,  the  records  in  which  were  held  open  to  enable  the 
complainants  to  make  their  proof  which  might  be  quoted  to  de- 
feat the  tariffs  on  file  with  the  Commission.  They  referred  par- 
ticularly to  the  language  in  the  report  in  which  the  Commission 
said  the  penalty  had  been  imposed  on  cars  "apparently  not  held 
for  reconsignment." 

The  applicants  for  further  argument  contend  in  their  brief 
that  if  the  reconsignment  rules  provide  for  disposition  of  a  car 
beyond  the  first  billed  destination,  the  further  movement  is  evi- 
dence that  the  car  was  held  for  reconsignment,  and,  therefore, 
subject  to  penalty,  even  if  the  further  movement  was  on  the 
combination  of  rates,  plus  the  $7  charge  for  the  switching  and 
new  billing.  They  said:  "If  the  additional  movement  for  which 
the  car  was  detained  is  provided  for  in  the  reconsignment  rules, 
then  it  was  a  reconsignment."  They  held  the  rule  provided  for 
the  imposition  of  a  charge  of  $7  and  the  application  of  the  locals 
to  and  from  the  reforwarding  point,  was  merely  a  method  pre- 
scribed by  the  rules  for  computing  the  charges. 

For  the  purpose  of  applying  the  $10  a  day  penalty  rules  they 
argued  that  "for  this  purpose  a  shipment  is  treated  as  a  re- 
shipment  in  that  the  rates  to  and  from  the  reforwarding  points 
are  assessed  rather  than  the  through  rate  to  ultimate  destination. 
However,  the  reforwarding  is  a  privilege  provided  for  in  the  re- 
consignment  rules  and  a  charge  is  provided  for  in  the  rules  for 
the  performance  of  the  service.  The  defendants  therefore,  be- 
lieve the  transaction  is  clearly  a  reconsignment." 

They  also  argued  that  a  car  refused  at  the  first  billed  des- 
tination, turned  over  to  another  carrier  at  the  point  of  refusal 
was  a  holding  "for  reconsignment"  which  subjected  the  car  to  the 
payment  of  the  $10  a  day  penalty;  also  that  a  car  placed  for  un- 
loading and  then  given  to  another  road  for  shipment  to  another 
point,  was  a  reconsignment. 

Under  a  construction  such  as  they  contended  for  in  their 
application  it  is  believed  no  lumber  could  ever  be  forwarded 
from  the  first  billed  destination,  after  forty-eight  hours,  without 
the  payment  of  the  $10  per  day  penalty  for  each  day  in  excess  of 
forty-eight  hours  the  car  might  have  been  held,  because  such 
forwarding  to  a  new  destination,  after  the  car  had  been  set  for 
loading,  would  be  a  reconsignment  and  therefore  that  the  car 
was  held  for  reconsignment. 


RATES  ON  PREPARED  ROOFING 

An  attack  was  made  on  the  propriety  of  the  method  which 
the  carriers  adopted  in  carrying  out  the  Commission's  instruc- 
tions in  its  report  in  Docket  No.  11481,  Certain-teed  Products 
Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al.,  63  I.  C.  C.  65-70,  by  the  pro- 
testants  at  the  hearing  on  I.  and  S.  1468,  building  and  roofing 
paper  between  Western  Trunk  Line  points,  before  Examiner 
Money  in  Chicago,  April  6.  The  schedules  suspended  were  those 
put  in  by  the  carriers  in  alleged  compliance  with  the  order  in 
the  formal  case. 

This  order  was  unique  in  its  findings,  in  that  it  ordered  the 
carriers  to  establish,  on  prepared  roofing  destined  to  interior 
points  beyond  the  Missouri  River  and  the  Twin  Cities,  rates 
which  would  bear  a  relationship  to  the  fifth  class  rates  20  per 
cent  in  excess  of  the  relation  borne  by  the  commodity  rates  to 
the  fifth  class  rates  from  the  east  to  the  river  and  the  Twin 
Cities.  According  to  George  B.  Cromwell,  assistant  traffic  man- 
ager for  the  Certain-teed  company,  the  Commission,  in  that  or- 
der, neglected  to  say  anything  about  the  reasonableness  or  un- 
reasonableness of  the  rates  beyond  the  Missouri  River,  and  the 
carriers  assuming  them  to  be  reasonable,  figured  backward,  from 
effect  to  cause,  and  increased  the  rates  from  the  producing 
points  to  the  border  points  sufficiently  to  make  the  involved  per- 
centage relationship  prescribed  by  the  Commission  produce  rates 
beyond  substantially  in  accordance  with  those  in  effect  before 
the  complaint  was  brought.  The  plants  of  the  complaining  com- 
pany were  at  Marseilles,  and  East  St.  Louis,  111.  The  former 
shipped  to  the  Twin  Cities  and  beyond,  and  the  latter  to  Kansas 
City  and  beyond.  Both  these  rates  were  increased  6  cents,  rais- 
ing the  Twin  City  rate  from  17  cents  to  23  cents  and  the  Kansas 
City  rate  from  19  to  25  cents.  In  the  first  instance  both  these 
rates  had  been  approximately  50  per  cent  of  the  fifth  class  rate, 
but  after  the  increase  they  both  became  67.6  per  cent  of  that 
rate. 

Adding  thereto  the  20  per  cent  prescribed  by  the  Commis- 
sion the  carriers  arrived  at  a  figure  of  81  per  cent,  which  they 
claimed  was,  under  the  order,  the  proper  part  of  the  class  rates 


that  the  rates  west  of  the  river  and  the  Twin  Cities  should  be. 
At  the  first  hearing  on  the  I.  and  S.  case,  held  in  Minneapolis 
last  December,  the  carriers,  in  justification  of  the  suspended 
rates,  pointed  out  that  they  had  complied  in  every  way  with  the 
order.  They  said  they  saw  no  reason  for  reducing  the  rates  to 
interior  territory  when  the  Commission  had  at  least  inferred  that 
they  were  reasonable. 

After  that  hearing  the  complainants  petitioned  the  Commis- 
sion for  a  re-opening  of  the  formal  case  in  order  to  introduce 
evidence  as  to  the  reasonableness  or  unreasonableness  of  the 
western  rates  per  se.  This  was  granted  and  considerable  testi- 
mony bearing  on  that  phase  of  the  matter  was  put  in  at  the  Chi- 
cago hearing.  Their  contention  was  that  any  difference  in  trans- 
portation conditions  east  and  west  of  the  river  was  reflected  in 
the  class  rates,  and  that  there  was,  therefore,  no  need  to  add  the 
20  per  cent  to  the  mathematical  relationship  between  the  com- 
modity and  class  rates  west  as  compared  to  that  east  of  the 
river. 


BOARD  STATES  MARINE  NEEDS 

That  the  United  States  should  have  ocean-going  vessels  of 
11,400,000  deadweight  tons  or  7,600,000  gross  tons  to  carry  half 
of  a  40,000,000-ton  export  business  is  the  conclusion  reached  by 
the  Shipping  Board  as  the  result  of  a  study  made  of  that  ques- 
tion. In  a  statement  on  the  subject  the  board  said  in  part: 

The  United  States  Shipping  Board  had  in  operation  on  January  1, 
1922,  2,400,000  deadweight  tons  of  cargo  vessels.  There  were  operating 
in  foreign  commerce  approximately  1,600,000  deadweight  tons  of  pri- 
vately owned  cargo  vessels,  the  balance  of  the  fleet  being  either  laid 
up  or  having  invaded  the  coastwise  field.  These  4,000,000  tons  of 
American  ships  were  clearing  from  our  ports  In  the  foreign  trade  with 
cargo  at  the  rate  of  7,000,000  tons  per  annum.  On  the  basis  of  carrying 
half  of  a  4,000,000-ton  export  business,  there  would  be  required,  with 
the  efficiency  at  present  displayed  by  ocean-going  vessels,  11,400,000 
deadweight  tons  of  cargo  ships  or  7,600,000  gross  tons.  On  the  60  per 
cent  basis  there  would  be  required  5,700,000  gross  tons  to  carry  half 
of  our  export  business. 

On  this  basis  there  would  be  required  a  fleet  composed  something 
as  follows: 

Cargo  ships  and  passenger  and  cargo  ships.  .5,700,000  gross  tons 

Tankers 1,400,000  gross  tons 

Express  passenger  ships 400,000  gross  tons 

Total  tonnage 7,500,000  gross  tons 

The  figure  of  5,700,000  gross  tons  of  cargo  ships  was  arrived  at 
by  a  method  of  proportion  using  actual  figures  of  present  operating 
vessels.  As  a  check  against  this  method  we  may  compute  the  tonnage 
required  from  the  purely  theoretical  standpoint,  estimating  the  dis- 
tribution of  our  exports  and  the  number  of  voyages  per  year  in  the 
various  routes.  This  would  give  a  table  something  as  follows: 

Tons         Voyage          Voyage 
Route  Exports     per  Year  Tons 

Middle  America  4,500,000  10  450,000 

United    Kingdom    &    Atlantic    Europe..   8,500,000  5  1,700,000 

Baltic,  Medit,  Europe,  \V.   C.   S.  A 19,500,000  4  4,875,000 

East  C.  S.  A.  Trans.  Pacific,  etc 4,500,000  3  1,500,000 

Long  hauls,   indirect,   etc 3,000,000  2  1,500,000 

40,000,000  10,025,000 

One-half    20,000,000  5,013,000 

With    assumed    attainable    efficiency    of    60    per   cent   of 

total  D.  W.  T.  per  voyage,  it  would  require 8,333,000  DWT 

Converted    to    gross 5,600,000 

Plus  tankers   1,400,000 

Plus  express  passenger  ships 400,000 


Total  gross  tons  of  ocean-going  ships 7,400,000 

From  the  foregoing  calculations  it  is  apparent  that  with  a  reason- 
able amount  of  efficiency,  we  will  require  approximately  seven  and 
one-half  million  gross  tons  of  ocean-going  vessels  to  maintain  adequate 
mail  and  passenger  service,  to  carry  the  greater  portion  of  our  foreign 
commerce  in  dry  commodities,  and  to  maintain  our  present  status  in 
the  bulk  oil  movement. 


GUARANTY    BENEFITS    DENIED 

Applications  of  the  Indianapolis  &  Frankfort  Railroad  Co. 
and  of  the  Albany  (Ga.)  Passenger  Terminal  Co.  for  benefits  of 
section  209  of  the  transportation  act  have  been  denied  by  the 
Commission.  The  I.  &  F.  was  operated  by  the  C.  C.  C.  &  St.  L. 
during  the  guaranty  period,  the  Commission  found,  and  there- 
fore the  claim  of  the  operating  company  covered  the  I.  &  F.  As 
to  the  Albany  the  Commission  held  it  was  represented  in  the 
settlement  with  its  tenant  lines. 

The  Commission  has  dismissed  an  application  of  the  Camas 
Prairie  Railroad  Co.  for  the  benefits  of  section  209  on  the  ground 
that  the  road  was  covered  in  the  applications  of  the  proprietary 
companies,  the  Northern  Pacific  and  the  Oregon-Washington  R. 
R.  &  Nav.  Co. 


APPLICATION  TO  OPERATE  NEW   ROAD 

The  Atlantic  &  Carolina  Railroad  Co.  has  applied  to  the 
Commission  for  authority  under  paragraphs  18  to  21  of  section 
1  of  the  interstate  commerce  act  to  operate  a  line  of  railroad 
extending  from  Kenansville  to  Chinquapin,  North  Carolina,  a 
distance  of  12  miles.  The  line  has  never  been  operated  except 
as  a  private  logging  road.  Its  operation  as  a  public  carrier 
would  open  up  a  rich  agricultural  section,  the  company  says. 

You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 
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Master  Traffic  Management 

Under  the  Direction  of  a  Traffic  Advisory  Council  of  150  Expert  Traffic  Men 

'  I  K)  men  earnestly  desiring  to  fit  themselves  for  important  posts  in 
the  field  of  traffic,  LaSalle  Extension  University  offers  broad  and 
A  practical  training — under  the  direction  of  a  Traffic  Advisory  Board 
comprising  150  successful  traffic  men.  In  a  clear,  interesting,  and 
thoroly  understandable  series  of  texts,  lectures  and  instruction  service, 
these  men  explain  the  principles  governing  the  modern  science  of  Rail- 
way and  Industrial  Traffic  Management  and  the  practical  traffic  methods 
employed  by  the  most  efficient  organizations  in  America.  This  course 
and  service  is  personally  supervised  and  directed  by  J.  W.  Harnach, 
formerly  with  the  Chicago  Great  Western  Railroad  and  various  shippers' 
organizations,  assisted  by  a  staff  of  practical  and  experienced  traffic  experts. 
The  training  is  given  under  the  LaSalle  "Problem  Method,"  the  most 
practical  method  of  advancement  known  to  educational  science.  It 
covers  with  thoroness  the  entire  field,  including: 

Organization  and  Administration  of  a  Traffic  Department 

Freight  Classification    Law  of  Carrier*  Expreu  Service  and  Rates 

Freight  Rates  Procedure  before  the  Inter-  Ocean  Traffic  and  Trade 

Freight  Claim*  *tate  Commerce  Commit. ion  Etc.,  etc. 

The  LaSalle  Traffic  Advisory  Board  is  headed  by  C.  O.  Frisbie,  former  Traffic  Manager 
for  Armour  and  Company,  former  President  of  the  Illinois  Tunnel  Company  and  former 
President  of  the  Cornell  Wood  Products  Company.  Among  those  contributing  to  the 
course  are  such  representative  traffic  men  as: 


CHICAGO.  ILL. 

E.  B.   Boyd.   Chairman,  West- 
ern  Trunk  Line  Committee. 

C.  L.  Line".  Traffic  Manager. 
Inland  Steel  Company. 

C.  R.  Hillyer.  Interstate  Com- 
merce Attorney. 

Eugene  Morris,  Chairman  Cen- 
tral Freight  Association. 

James  Webster,  Assistant  Traffic 
Manager,  New  York  Central 
Kail- 

MONTREAL.  P.  Q. 

H.CManin.  Fre  ightTrafficMan- 
ager,  Grand  Trunk  Railway. 

W.    H.  Chandler.  Traffic  Man- 
ager, Boaton Chamber  of  Com- 
merce and  President  National 
Industrial  Traffic  League. 
NT\V  U>RK  CITY 

F.  S.    Davis,    Agent,    Eastern 
Freight  Traffic  Bureau. 

W  A.  Schumacher,  General 
Traffic  Manager,  Fruit  Des- 
patch Line. 

C.  L.  Hilleary,  Traffic  Manager. 
F.  W.  Woolworth  Company. 

Frank  .Nay,  Comptroller.  Allied 
Chemical  &  Dye  Corporation. 
ALBANY 

N.  D.  Chapin.  l)irector,  New 
York  State  Bureau  of  Farms 
and  Markets  and  President 
New  York  Traffic  Club. 


HOBOKEN.  N.  J. 

E.  H.  Best.  Traffic  Commis- 
sioner, Hohoken  Chamber  of 
Commerce. 

CINCINNATI.  OHIO 

R.    H.    Lewi-,     F  rt-inht    Traffic 

Manager,  B.  &  O.  Railway 

INDIANAPOLIS.  IM> 
I..    L.    Hyde,  General    Freight 
Agent,  Lake  Erie  and  West- 
em  Railway. 

GRAND  RAPIDS.  MK  II 

Coombs.  Traffic  Manager, 
Michigan  Farm  Bureau. 

LOUISVILLE.  KY 
Addison  R.  Smith,  Vice  Presi- 
dent. Louisville  &  Nashville 
Railway. 

SIOUX  CITY.  IOWA 
J.  P.  Haynes,  Traffic  Manager, 
Commercial  Club. 

CHAMPAIGN.  ILL. 
Ernest  R.   Dewsnup,   Professor 
ot    Railway    Administration, 
of  Illinois. 


ST.  JOSEPH,  MO 

W.  J.  C.  Kenyon.  Traffic  Com- 
missioner, Commerce  Club  of 
St.  Joseph,  Mo. 

DETROIT.  MICH. 
C.    S.    Sikes,     Vice    President, 
Pere  Marquette  Railway. 


ST.  PAUL,  MINN. 
Herman  Mueller.  Traffic  Direc- 
tor, Association  of  Commerce 
of  SyPaul. 

ST    LOUIS,  MO. 

W.  C.  Maxwell.  Vice  President, 
Wabash  Railway. 

K.  B.  Hannigan,  Assistant 
Freight  Traffic  Manager, 
Southern  Railway. 

FT.  WORTH.  TEXAS 
J.  A.  Stafford  of  Stafford,  Low- 
den  Company,  Printers. 
E.  P.  Byars,  Secretary  and  Traf- 
fic   Manager.    Fort    Worth 
Freight  Bureau. 

DALLAS.TEXAS 
Geo.  R.  Angell,  Division  Freight 

Agent.  C.,  R.  I.  &  P.  Railway. 
Jo».  G.  Garvin,  General  Freight 

Agent,  M.   R.   &  T.  Railway 

of  Texas. 

HOUSTON.  TEXAS 
T.  G.   Beard,  General    Freight 
Agent,  Southern  Pacific  Rail- 
way. 

LOS  ANGELES.  CAL. 
Walker  L.  Trammel,  Southern 
Pacific  Railway. 

PORTLAND.  OREGON 
W.    D.    Skinner,   Traffic    Man- 
ager,   Spokane,    Portland    & 
Seattle  Railway. 


Let  us  send  you  full  information  regarding  LaSalle's  home-study  Problem  Method  of  prac- 
tical training  in  Foreign  and  Domestic  Traffic  Management.  We  will  also  send  you  a  copy 
of  an  interesting  book  containing  statements  and  letters  from  some  of  the  many  executives 
and  employes  of  railroads  and  large  industrial  shippers  who  have  increased  their  efficiency 
and  earning  power  as  a  result  of  LaSalle  Traffic  training.  Sending  for  the  facts  obligates 
you  in  no  way.  Address  Department  495-T 

La  Salle  Extension  University  •• 

The.  Largest  Business  Training  Institution  in  the  World 

Chicago,  III. 
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HAWAII  EXCLUDED  FROM  ACT 

The  Traffic  World  Washington  Bureau 

Senator  Cummins,  chairman  of  the  Senate  interstate  com- 
merce committee,  this  week  reported  to  the  Senate  S.  1346, 
amending  the  interstate  commerce  act,  including  the  safety  ap- 
pliance acts,  so  that  the  Territory  of  Hawaii  will  be  excluded 
from  the  application  thereof.  The  measure  has  the  support  of 
the  Commission  which  informed  the  committee  that  "the  diffi- 
culties of  appropriately  and  intelligently  dealing  with  local  ques- 
tions in  Hawaii  at  so  great  a  distance  are  apparent."  In  a  letter 
to  the  chairman  the  Commission  said  in  part: 

We  have  been  endeavoring  to  figure  out  some  practical  means  of 
simplifying  this  situation  under  existing  law.  We  are  forced  to  the 
conclusion  that  in  view  of  the  great  distance  between  us  and  the 
Territory  of  Hawaii  and  the  very  few  Instances  in  which  we  have 
been  called  upon  to  act  with  regard  to  any  question  in  our  jurisdic- 
tion In  that  territory,  and  having  regard  to  the  different  conditions 
there  as  compared  with  the  United  States,  the  purely  intra-territorial 
regulation  of  transportation  and  transmission  can  be  more  economi- 
cally and  better  effected  and  with  better  results  for  the  public  of 
Hawaii  if  that  Jurisdiction  he  vested  in  the  Public  Utilities  Commis- 
sion of  the  Territory,  and  the  provisions  of  the  interstate  commerce 
act  be  made  Inapplicable  to  such  intra-territorial  transportation  and 
transmission  in  Hawaii. 

The  Hawaiian  commission  expresses  not  only  an  intention  but  a 
desire  to  follow  closely  or  literally  regulations  governing  accounting, 
reports,  etc.,  prescribed  by  the  Interstate  Commerce  Commission.  We 
entertain  no  doubt  that  they  will  follow  very  closely  the  general  rules 
and  principles  laid  down  by  the  Interstate  Commerce  Commission 
with  regard  to  other  questions  such  as  supervision  of  capitalization, 
valuation,  etc. 

PLASTER,  CENTERVILLE  TO  CHICAGO 

What  was  originally  supposed  to  be  a  minor  matter — a 
fourth  section  application  made  by  the  western  carriers  to  put 
into  effect  from  Centerville,  la.,  to  Chicago  and  certain  other 
points  taking  Chicago  rates,  the  same  rates  on  plaster,  gypsum, 
stucco  and  articles  taking  the  same  rates  that  apply  from  Fort 
Dodge  to  the  same  destinations — has  caused  the  carriers  much 
worry,  because  it  is  feared  that  it  will  imperil  the  entire  plaster 
adjustment  from  Fort  Dodge  to  the  territory  intermediate  to 
Chicago.  The  uncertainty  of  the  railroad  rate  men  was  caused 
by  the  fact  that,  instead  of  handling  the  application  in  the 
usual  way,  the  Commission  reopened  Docket  No.  5626,  Grand 
Rapids  Plaster  Co.  vs.  L.  S.  &  M.  S.  et  al.,  and  set  it  for  hear- 
ing in  Chicago,  before  Examiner  Money,  April  3. 

At  the  hearing  it  developed  that  the  old  case  was  the  one 
in  which  permission  had  originally  been  granted  to  publish 
rates  on  plaster  and  its  related  -products  from  Fort  Dodge  to 
Chicago  and  Chicago  rate  points  without  observing  the  fourth 
section  at  intermediate  points.  That  was  before  the  fourth 
section  existed  in  its  present  form.  The  Centerville  application 
asked  the  same  privilege  on  traffic  from  that  point  and  the 
reopening  of  the  Fort  Dodge  case  made  the  railroad  men  think 
that  the  Commission  intended  to  judge  both  issues  together. 
B.  F.  Parsons,  speaking  for  the  western  carriers,  said  that  if 
fourth  section  permission  was  revoked  from  Fort  Dodge  and 
refused  from  Centerville,  the  carriers  would  preserve  their 
present  rate  to  Chicago  and  hold  the  intermediates  down  to 
that  as  a  maximum.  That,  he  said,  would  reduce  revenues 
considerably,  a  fact  that  the  Commission  might  well  take  into 
consideration  when  passing  on  the  application.  The  rate  to 
Chicago  from  Fort  Dodge,  which  it  was  proposed  to  extend  to 
Centerville  as  an  origin  point,  was  16  cents,  40,000  pounds  mini- 
mum. A  15-cent  rate  existed  on  a  60,000-pound  minimum,  he 
said,  but  was  seldom  used  on  account  of  inability  to  load  to 
that  figure.  Rates  to  intermediate  points  ranged  as  high  as 
22%  cents.  Chicago,  Fort  Dodge  and  Centerville  interests  ap- 
peared in  favor  of  the  application.  No  protesting  intermediate 
shippers  were  present. 


CEMENT  RATES  TO  IOWA 

The  last  of  a  series  of  complaints  attacking  the  cement  rate 
adjustment  in  the  middle  west  was  heard  before  Examiner 
Money,  April  5.  This  case  (No.  12701,  Atlas  Portland  Cement 
Co.  vs.  C.  B.  &  Q.  et  al)  involved  the  rates  from  Hannibal,  Mo., 
to  destinations  within  the  state  of  Iowa,  the  complaint  alleging 
that  those  rates  were  discriminatory  because  of  the  lower  rates, 
mile  for  mile,  within  that  state.  Walter  Young,  traffic  manager 
for  the  Atlas  Company,  based  his  case  on  the  supposition  that 
the  Commission  would  grant  the  request  made  in  the  Illinois 
case,  to  place  Hannibal  and  the  state  of  Illinois  in  a  separate 
group  within  which  the  original  scale  1  mileage  rates  on  ce- 
ment, prescribed  by  the  Commission  in  its  original  report  •  on 
docket  No.  8182,  would  apply. 

Assuming  compliance  with  that  request  by  the  Commission, 
Mr.  Young  said,  Hannibal  would,  for  rate  making  purposes  be  on 
the  east  bank  of  the  Mississippi,  and  rates  into  Iowa  ought  to 
be  made  on  an  average  of  scales  1  and  2.  Within  Iowa,  he 
suggested,  scale  2  be  made  to  apply  with  certain  modifications 
to  conform  with  the  drastic  mileage  provisions  of  the  state  law. 

The  carriers  adhered  to  their  original  contention,  that  the 
rates  proposed  by  the  Atlas  company  for  application  into  and 


within  Illinois  were  unreasonably  low,  and  that  therefore,  the 
entire  Iowa  proposition  was  on  a  weak  foundation.  In  addition, 
they  said,  there  was  no  Justice  in  the  proposal  to  lower  the  rates 
into  Iowa  from  Hannibal  while  maintaining  intrastate  on  a 
higher  level.  The  difficulties  attendant  on  a  revision  of  the  Iowa 
rates  were  also  pointed  out,  it  being  explained  that  within  that 
state  rates  were  based  on  actual  mileage  via  the  route  of 
shipment. 

G.  0.  28  INCREASE  ON  CEMENT 

The  intentions  of  the  Director-General  when  promulgating 
General  Order  28,  were  again  the  subject  of  discussion,  at  the 
hearing  on  No.  12871,  Atlas  Portland  Cement  Co.  vs.  Director- 
General,  before  Examiner  Money,  in  Chicago,  April  1.  Walter 
Young,  traffic  manager  for  the  complaining  company,  claimed 
that  on  rates  on  cement,  from  the  mills  of  his  company  at  Hanni- 
bal, Mo.,  to  destinations  in  North  Dakota  and  Minnesota,  made 
on  a  combination  of  commodity  rates  over  Minnesota  Transfer,  the 
increase  allowed  in  the  Director-General's  order,  which  was  2  cents 
a  hundred  pounds  on  cement,  was  applied  to  both  factors,  whereas 
it  should  have  been  applied  to  only  one.  As  a  result,  on  most  of  the 
shipments  made  by  the  Atlas  company  into  the  territory  men- 
tioned, rates  were  two  cents  too  high,  during  June  and  July,  1918. 
To  Larimore,  N.  D.,  he  said,  for  instance,  the  rate  charged  was 
30.5  cents,  made  up  of  the  old  factor  to  the  transfer  of  10  cents 
increased  to  12,  and  the  old  factor  beyond,  16.5  increased  to  18.5. 
Only  one  of  these  advances  should  have  applied,  the  witness 
claimed,  and  reparation  of  2  cents  a  hundred  pounds  ought  to  be 
ordered  by  the  Commission  on  all  such  shipments. 

A.  E.  Marti,  speaking  for  the  Director-General,  pointed  out 
that  the  basis  to  which  the  complainants  would  have  reparation 
paid,  was  below  that  ordered  by  the  Commission  in  the  general 
cement  investigation,  docket  No.  8182.  That  was  29.5  cents,  he 
said,  promulgated  on  August  8,  1918,  but  increased  to  30.5  cents, 
the  rate  charged  in  a  supplemental  order  before  going  into  effect. 

ACTION  IN  SUSPENSION  CASES 

Most  of  the  commodity  rates  filed  by  carriers  in  compliance 
with  I.  and  S.  1303  were  allowed  to  become  operative  April  1, 
notwithstanding  many  questions  as  to  whether  they  met  the 
standards  set  by  the  Commission  in  its  decision  in  that  case. 

In  I.  and  S.  1512,  the  Commission  suspended  export  iron 
and  steel  rates  to  Gulf  ports  on  account  of  the  so-called  dis- 
crimination against  Galveston. 

SHORT  LINE  MEETING 

Bird  M.- Robinson,  president  of  the  American  Short  Line 
Railroad  Association,  has  announced  that  the  annual  meeting 
scheduled  for  April  25  and  26  will  be  held  at  the  Washington 
Hotel  instead  of  the  Raleigh  Hotel,  Washington,  as  previously 
announced. 

Referring  to  pending  legislation  affecting  the  railroads,  Mr. 
Robinson  said,  in  a  message  to  members  in  connection  with  the 
convention: 

It  is  difficult  to  over  estimate  the  menace  of  some  of  the  pending 
legislation,  and  it  is  apparent  that  It  will  requre  the  untiring  and 
united  efforts  of  all  concerned  to  prevent  harmful  legislation. 

In  addition  to  the  legislative  situation,  the  convention  will 
consider  the  following  subjects: 

1.  Divisions:    Status  of  suits  pending  before  the  I.  C.  C.  and  the 
courts;  and  work  of  the  traffic  department. 

2.  Labor— (a)    Effect   of   U.    S.    Railroad   Labor   Board   on    Short 
Lines,    (b)  Work  of  our  Labor  Department  and  oulook  for  Short  Lines. 

3.  Claims    for    Federal    Control    Period— (a)    Under    Section    204 
Transportation  Act.   (b)   First  six  months  of  1918. 

4.  Claims  for  Guaranty  Period:   Section   209   Transportation  Act. 

5.  Self-Propelled  Motor  Vehicles:  As  a  substitute  for  locomotives 
and  trains  in  passenger  service. 

6.  Motor  Truck  Competition: 

7.  Excess  Earnings:  Under  Paragraphs  6  and  9  of  Section  15a. 

8.  Accounting:    Requirements   of  the   Interstate   Commerce   Com- 
mission and   necessity  for  Improvement. 

9.  Federal  Taxes:  Claims  for  refunds  or  abatements. 

10.  Car  Hire:   Bases  of  per  diem  or  car  hire  for  Short  Lines. 

11.  Loans — (a)    Under  Section  210.    (b)   Under  Paragraphs  10,   11, 
12,  13,  14.  15,  16  and  17  of  the  Interstate  Commerce  Act. 

12.  Railway   mail   pay. 


LOAN   TO    MO.   &   N.   ARK. 

Complying  with  the  conditions  on  which  the  Commission 
said  it  would  approve  a  loan  of  $3,500,000  to  the  Missouri  & 
North  Arkansas  (see  Traffic  World,  March  25,  p.  674),  the  Mis- 
souri &  North  Arkansas  Railway  Co.,  a  new  company  organ- 
ized by  holders  of  receivers'  certificates  of  the  M.  &  N.  A. 
Railroad,  has  applied  to  the  Commission  for  authority  to  issue 
securities  with  which  to  take  over  the  property. 

The  new  company  asked  permission  to  issue  $3,000,000  in 
common  stock  to  be  turned  over  to  the  holders  of  receivers' 
certificates,  who  will  put  up  $500,000  additional  working  capital 
and  $60,000  to  secure  competent  supervision  and  operation  of 
the  property.  It  also  asked  permission  to  issue  one  $5,000,000 
first  mortgage  6  per  cent  bond  to  be  given  to  the  government 
as  security  for  the  loan  of  $3,500,000. 
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Illinois  Central  Railroad 

Speaking  about  our  Western  Lines — 


Minneapolis  Op  St.  Paul 
Minnesota  I   Transfer 


Sioux  <Jalls 
Sioux  City 


Madison 


Chicag 


. 

Omaha 


Cedar  Rjapids 


Do  You  Know  that—- 
The Illinois  Central  handles  an  important  volume  of 
all  commodities  between  the  East  and  West,  including 


Citrus  and 


Grain 


Lumber 


Automobiles 


Deciduous  Fruits       Flour  and  other      and  other  jj.on  amj 

Dried  Fruits  Grain  P******       Forest  Products       Steel  products 


Canned  Goods 
Apples 
Sugar  . 


Potatoes  and 
other  Vegetables 

Oils 


Wool 

Salmon 

Live  Stock 

P.  H.  Products 


Manufactured 
Articles 

Asiatic 
Freight 


THE  REASON 


UNSURPASSED 
"SERVICE" 


Dependable  Road  Movement 
Prompt  Handling  of   Claims 
Efficient  Passing  Report  System 
Courteous  and  sympathetic  consider- 
ation of  shippers1  needs 


—Route  via  Illinois  Central— 
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Digest  of  New  Complaints  *  | 

• — _ • 

No.   13585.     The  Public  Service  Commission   of  Indiana  vs.   Santa  Fe 
et  al. 

Alleges  that  rate  of  85c  per  100  Ihs.  on  sugar.  California  points  to 
Chicago,  and  failure  to  prescribe  and  state  a  relatively  reasonable 
rate  to  Group  C  points  constitutes  undue  prejudice  to  Indiana 
commercial  centers  and  undue  preference  to  Chicago,  and  unjust 
discrimination  in  violation  of  Section  3.  Asks  for  rate  from 
California  points  to  points  in  Group  C,  a  rate  not  more  than  5c  per 
100  Ibs.  above  rate  contemporaneously  in  effect. 

No.  13586.     Spencer  Kellogg  &  Sons,  Inc..  Buffalo,  N.  Y.,  vs.  Director 
General,  us  agent,  Santa  Fe  et  al. 

Unlawful,    unreasonable    and    unjustly    discriminatory    rates    on 
copra  from  Pacific  coast  ports  to  Undercliff,  N.  J.     Asks  repara- 
tion. 
No.  13587.    Standard  Oil  Co.  (California)  vs.  Santa  Fe  et  al. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
fullers  earth  from  points  in  Georgia  and  Florida  to  Richmond, 
Calif.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.  13589.     Gadsden  Lumber  Co.,  Quincy,  Fla.,   vs.   Director  General, 
as  agent,  Apalachicola  Northern  et  al. 

Unjust  and  unreasonable  rates  on  lumber  from  Juniper,  Fla.,  to 
Savannah,  Ga.  Asks  reparation. 

No.   13590.     Mexican   Gulf  Oil  Co.,    Pittsburgh,    Pa.,   vs.   Director   Gen- 
eral, as  agent,  Pittsburgh  &  Lake  Erie  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  wrought  iron 
pipe  from  Pittsburgh,  Pa.,  to  Beaumont,  Tex.,  for  export  to 
Tampico,  Mex.  Asks  reparation. 

No.    13590,    Sub.    No.    1.      Mexican    Gulf    Oil    Co.,    Pittsburgh,    Pa.,    vs. 
Wheeling  &  Lake  Erie  efal. 

Unjust,  unreasonable  and  discriminatory  rates  on  wrought  iron 
pipe  from  Steubenville,  O.,  to  Beaumont,  Tex.,  for  export  to 
Tampieo,  Mex.  Asks  reparation  to  basis  of  rate  of  38V4c  per 
100  pounds. 

No.   13591.     Read 'Phosphate  Co.,  Nashville,   Tenn.,  vs.   Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rates  on  phosphate  rock  from  Prairie, 
Fla.,  to  Nashville,  Tenn.  Asks  reparation. 

No.  13592.     Kuritan  Aniline  Works,  New  Brunswick,  N.  J.,  vs.  Director 
General,  as  agent,  Central  of  N.  J. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates,  also 
violative  of  fourth  section  of  act,  on  tank  carloads  of  spent  acid 
and  mixed  acid  between  Newark  and  Lincoln,  N.  J.  Asks  repara- 
tion. 

No.   13593.     The  Wheatena  Co.,   Rahway,   N.   J.,   vs.   Director   General 
Davis,  as  agent,  Pennsylvania  et  al. 

Unlawful,  unjust,  unreasonable  and  unjustly  discriminatory 
rates  on  Wheatena,  food  cereal  products,  from  Railway,  N.  J.,  to 
Chicago,  111.,  as  compared  with  rates  on  other  food  cereal  prod- 
ucts. Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.  13595.     The  Albert  H.  Buehrle  Co.,  Youngstown,  O.,  vs.   B.   &  O. 
et  al. 

Unjust,   unreasonable,   unjustly  discriminatory  and   unduly  pref- 
erential or  prejudicial   rates  on  grain   and   grain   products   because 
of  refusal  of  Erie  to  accord  transit  privileges  at  Youngstown,  O. 
Asks  reparation. 
No.  13595,  Sub.  No.  1.     Same  vs.  C.  C.  C.  &  St.  L.  et  al. 

Same  complaint  and  prayer  as  to  particular  shipments. 
No.  13595,  Sub.  No.  2.     Same  vs.  Cincinnati  Northern  et  al. 

Same  complaint  and  prayer  as  to  particular  shipments. 
No.  13595,  Sub.  No.  3.     Same  vs.  Erie  et  al. 

Same  complaint  and  prayer  as  to  particular  shipments. 
No.  13595,  Sub.  No.  4.     Same  vs.  Erie  et  al. 

Same  complaint  and  prayer  as  to  particular  shipments. 
No.  13595,  Sub.  No.  5.     Same  vs.  Erie  et  al. 

Same  complaint  and  prayer  as  to  particular  shipments. 
No.  13595,  Sub.  No.  6.     Same  vs.  Lake  Erie  &  Western  et  al. 
Same  complaint  and   prayer  as  to  particular  shipments. 
No.  13596.     Pacific  Grain  Co.,  Portland,  Ore.,  vs.  Director  General,  as 
agent. 

Unlawful  and  unreasonable  rates  on  wheat  from  Dayton,  Wash., 
to  Cedar  Rapids,  la.  Asks  reparation. 

No.  13597.     Pacific  Grain  Co.,  Portland,  Ore.,  vs.   Director  General,  as 
agent. 

Unlawful  and  unreasonable  rates  on  oats  from  points  in  Min- 
nesota to  other  points  in  the  same  state  and  to  Oregon  City,  Ore. 
Asks  reparation. 

No.  13598.     Dickinson  Grocery  Co.,  Dickinson,  N.  D.,  vs.  Director  Gen- 
eral, as  agent,  Santa  Fe  et  al. 

Unjust  and  unreasonable  rates,  violative  of  the  fourth  section, 
on  lemons  from  Upland,  Calif.,  to  Dickinson,  N.  D.  Asks  repara- 
tion. 

No.  13599.     Chicago  Fire  Brick  Co.  et  al.,  Chicago,  vs.  Akron,  Canton 
&  Youngstown  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  unjustly  dis- 
criminatory rates  on  fire  brick  and  fire  clay  from  New  Florence 
and  Wellsville,  Mo.,  to  points  of  destination  in  territory  east  of  the 
Indiana-Illinois  state  line.  Asks  cease  and  desist  order,  reason- 
able, non-discriminatory,  non-prejudicial  and  non-preferential 
rates  and  reparation. 

No.  13600.    Parker  Corn  Co.,  Kansas  City.  Mo.,  vs.  Western  Maryland. 
Unlawful    charges    on    shipment    of    milo    from    Aitken,    Tex.,    to 
Kansas  City.   Mo.     Asks  reparation. 

No.    13601.     Pacific   Mills,    Ltd.,   Vancouver,   B.   C.,   vs.    Director   Gen- 
eral, as  agent,  Southern  Pacific  et  al. 

Unjust,  unreasonable  and  unduly  preferential  rates  on  eight  car- 
loads of  salt  cake  from  McKittrick.  Cal.,  to  San  Francisco,  and 
reshipped  to  Ocean  Falls,  B.  C.  Asks  for  reparation. 

No.  13602.     Ohio  &  Kentucky  Ry.  Co.  vs.  L.  &  N.  et  al. 

Complains  of  divisions  allowed  it  on  bituminous  coal  from  points 
on  its  line  from  Licking  River,  Ky.,  to  O.  &  K.  Junction,  Ky. 
Asks  defendants  be  required  to  establish  and  allow  to  complain- 
ant in  the  future  for  its  haul  of  bituminous  coal  from  mines  on 
its  line  to  O.  &  K.  Junction,  including  interchange  delivery  to  the 
L.  &  N.,  in  lieu  of  the  present  divisions  or  proportions  of  Joint 
rates,  divisions  or  proportions  of  not  less  than  50  cents  per  net 
ton  out  of  all  joint  rates  mentioned  in  complaint. 

No.  13603.    The  Dewey  Bros.  Co.,  Blanchester.  O.,  vs.  Norfolk  &  West- 
ern et  al. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates, 
also  violative  of  long-and-short-haul  provision  of  Section  4  on 
coal  from  Caples  and  other  points  in  West  Virginia  to  Blan- 
chester, Leesburg  and  Lynchburg.  O.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 


No.  13604.  The  Dewey  Bros.  Co.,  Blanchester,  O.,  vs.  L.  &  N.  et  al. 
Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates  on 
coal,  also  violative  of  long-and-short-haul  provision  of  Section  4, 
from  Blue  Diamond  and  other  points  in  Kentucky  to  Blanches- 
ter, Leesburg  and  Lynchburg,  O.  Asks  cease  and  desist  order. 
Just  and  reasonable  rates  and  reparation. 

No.  13605.  The  Dewey  Bros.  Co..  Blanchester,  O.,  vs.  C.  &  O.  et  al. 
Unjust,  unreasonable,  preferential  and  prejudicial  rates,  as  well 
as  violative  of  long-and-short-haul  provision  of  Section  4,  on  coal 
from  Auxier  and  other  Kentucky  points  and  from  Blair  and  other 
West  Virginia  points  to  Blanchester,  Leesburg  and  Lynchburg, 
O.  Asks  cease  and  desist  order,  just  and  reasonable  rates,  and 
reparation. 

No.    13606.     The   Larrowe   Milling  Co.,   Detroit,   Mich.,   vs.   Ann   Arbor 
et  al. 

Unjust,  unreasonable,  discriminatory  and  preferential  switching 
charges  on  complainant's  commodities  at  Toledo,  O.  Asks  cease 
and  desist  order,  just,  reasonable  and  non-prejudicial  rates,  rules 
and  charges,  and  reparation. 

No.    13607.      The    Central    Refining   Co.,    Inc.,    New    York,    N.    Y.,    vs. 
Director  General  Davis,  as  agent. 

Unjust,   unreasonable,   preferential  and   prejudicial  rates  on  fuel 
oil  from  Lawrenceville,  111.,  to  Depew,  N.  Y.    Asks  reparation. 
No.  13608.    Southern  Wire  and  Iron  Co.  et  al.,  Dallas,  Tex.,  vs.  Akron, 
Canton  &  Youngstown  ct  al. 

Unjust,  unreasonable,  preferential  and  prejudicial  rates  on  Iron 
and  steel  and  iron  and  steel  articles  from  various  interstate  desti- 
nations to  Dallas  and  Harrys,  Tex.  Asks  cease  and  desist  order, 
minimum  weights  and  maximum  rates  not  to  exceed  those  now 
applying  to  and  from  Shreveport,  La.,  and  reparation. 
No.  13609.  The  Hamilton  Carhartt  Cotton  Mills,  Dallas,  Tex.,  vs.  Ala- 
bama &  Vicksburg  et  al. 

Illegal,  unlawful,  unjust  and  unreasonable  rates  on  cotton  goods 
from  Rock  Hill.  S.  C.,  to  Dallas,  Tex.,  to  the  extent  that  they 
exceed  the  combination  of  rates  made  over  Shreveport,  La.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 
No.  13610.  Henry  Knight  &  Son,  Louisville,  Ky.,  vs.  Director  General, 
as  agent,  Southern. 

Unjust,  unreasonable  rates  and  violative  of  Section  4,  on  scrap 
tin  cans  from  Chamblee,  Ga.,  to  Sewaren,  N.  J.  Asks  for  repara- 
tion. 

No.  13611.     Northern  States  Power  Co.,  Minneapolis,  Minn.,  vs.  Santa 
Fe  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  fine  coal  from  points  in  Illinois, 
Indiana  and  Kentucky  to  Sioux  Falls,  S.  D.  Asks  cease  and 
desist  order,  just  and  reasonable  rates,  and  reparation. 
No.  13611,  Sub.  No.  1.  John  Morrell  &  Co.,  Sioux  Falls,  S.  D.,  vs. 
Santa  Fe  et  al. 

Same   complaint  and  prayer  with   regard  to  shipments  to  com- 
plainant. 
No.  13612.     J.  R.  Thames,  Birmingham.  Ala.,  vs.  Southern  et  al. 

Unjust,  unreasonable  and  unlawful  rates  on  car  of  lumber  from 
Jackson,  Ala.,  to  Chattanooga,  Tenn.,  and  ordered  reconsigned  to 
Augusta,  Ky.  Asks  reparation. 

No.  13613.     Elem  Coal  Co.,  New  York,   N.  Y.,  vs.  Lehigh  Valley  et  al. 
Unjust  and  unreasonable  rates  on  anthracite  coal  from  originat- 
ing districts  in  Pennsylvania  to  points  in  New  York  City.     Asks 
cease  and  desist  order  and  just  and  reasonable  rates. 
No.   13614.     The  Hanging  Rock  Iron  Co.,  Hanging  Rock,  O.,  vs.  Nor- 
folk &  Western  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  and 
discriminatory  rates  on  iron  ore,  mill  cinder,  mill  scale,  coke,  fire 
brick,  pig  jron  and  coal  between  complainant's  plants  on  the  New- 
castle &  Ohio1  River  Ry.  and  interstate  points  of  origin  and  des- 
tination. Asks  just,  reasonable  and  non-discriminatory  rates. 
No.  13615.  Southeastern  Live  Stock  Assn.,  Louisville,  Ky.,  vs.  L.  & 
N.-et  al. 

Alleges  that  complainants  have  long  suffered  and  are  now  suf- 
fering from  lack  of  reasonable  rates,  rules  and  regulations  ap- 
plicable to  interstate  transportation  of  ordinary  live  stock  con- 
sisting of  cattle,  calves,  swine,  sheep,  lambs  and  goats  to,  from 
and  between  points  in  southeastern  territory.  Asks  cease  and 
desist  order,  just,  reasonable  and  non-discriminatory  rates,  rules 
and  regulations. 

No.  13616.    Josey-Miller  Co.,  Beaumont,  Tex.,  vs.  Brimstone  R.  R.  and 
Canal  Co.  et  al. 

Unjust,  unreasonable  rates  on  mixed  feed  from  Beaumont,  Tex., 
to  Vinton,  Sulphur  and  Sulphur  Mine,  La.  Ask  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.    13616,   Sub.    No.    1.     Josey-Miller   Co.,   Beaumont,   Tex.,    vs.    Gulf, 
Colorado  &  Santa  Fe. 

Same  complaint  and  prayer  as  to  shipments  of  mixed  feed  from 
Beaumont  to  Merryville  and  DeRidder,  La. 

No.  13617.     Empire  Refineries,  Inc.,  et  al.,  Tulsa,  Okla.,  vs.  Santa  Fe, 
Director  General  et  al. 

Unjust  and  unreasonable  rate  on  gas  oil  from  Ponca  City,  Okla., 
and  Independence,  Kan.,  to  Lincoln,  Neb.    Asks  reparation. 
No.  13618.     Andrews  Bros.  Co.,  Pittsburgh,  Pa.,  vs.  P.  C.  C.  &  St.  L. 
et  al. 

Unjust,  unreasonable  and  unlawful  charges  on  numerous  ship- 
ments of.  oranges  from  points  in  California  to  Chicago,  and  ordered 
reconsigned  to  Pittsburgh.  Asks  reparation.- 

No.  13619.     Ross  Bros.  Horse  and  Mule  Co.,  Ft.  Worth,  Tex.,  et  al.  vs. 
Union  Pacific  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  horses  and  mules  from  various  points  in  Kansas  to 
North  Ft.  Worth,  Tex.  Asks  reparation. 

No.  13620.     The  Niles  Fire  Brick  Co.,  Niles,  O.,  vs.   Director  General, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  preferential  and 
prejudicial  rates  on  crude  clay  from  Fetterman,  Pa.,  to  Niles,  O. 
Asks  reparation. 

No.   13621.     Fies  &  Sons,  Birmingham,  Ala.,   vs.   Director  General,  as 
agent. 

Unjust  and  unreasonable  rates  which  violate  fourth  section  on 
horses  and  mules,  C.  L.,  from  Centaur,  Ga.,  to  Birmingham,  Ala. 
Asks  reparation. 

No.   13622.     Illinois  Pacific  Glass  Co.  et  al.,  San  Francisco,  Calif.,  vs. 
Director  General,  as  agent. 

Unjust,   unreasonable  and  unlawful  rates  on  broken   glass   from 
Los  Angeles,  Calif.,  to  San  Francisco,  Calif.     Asks  reparation. 
No,  13623.     The  Arkansas  City  Sand  Co.  et  al.,   Arkansas  City,  Kan., 
vs.   St.  Louis-San  Francisco. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  for  switching  various  commodities  at  Arkansas  City. 
Kan.  Asks  for  the  establishment  of  Just  and  reasonable  rates  arid 
reparation. 

No.  13624.    Watters-Tonge  Lumber  Co.,  Birmingham,  Ala.,  vs.  Director 
General,  as  agent,  Alabama  &  Northwestern  et  al. 

Unjust  and  unreasonable  rates  on  carload  of  yellow  pine  lumber 
from  Sweetwater,  Ala.,  consigned  to  Louisville.  Ky.,  and  recon- 
signed to  Poughkeepsie,  N.  Y.  Asks  reparation. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile   to  Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:   1217  Pierce  Building 
IRVING  H.  HELLER.  M.n.(.r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN.  M«n.««r 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 


CHICAGO  REPRESENTATIVE:    M.  EDW.  KIENAPPEL 
112  West  Adam.  Street 
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CLEVELAND     LEGISLATIVE     PROGRAM 

The  directors  of  the  Cleveland  Chamber  of  Commerce  have 
adopted  a  report  of  their  transportation  committee  deploring 
the  disposition  on  the  part  of  certain  shippers  and  communities 
to  appeal  to  Congress,  instead  of  the  Commission,  for  relief  from 
high  freight  rates;  stating  that  the  transportation  act  of  1920 
constitutes  a  notable  landmark  in  railroad  legislation;  deprecat- 
ing purely  punitive  measures  against  the  railways  by  legislative 
bodies;  declaring  that  there  should  be  no  amendment  at  this 
time  of  the  transportation  act  with  respect  to  section  15A  or  as 
to  the  jurisdiction  of  the  Interstate  Commerce  Commission  over 
state  rates;  advocating  the  continuance  or  a  board  to  protect 
the  public  from  suspension  of  railroad  service  on  account  of 
labor  disputes,  but  suspending  judgment  on  the  question  as  to 
whether  the  Interstate  Commerce  Commission  should  take  over 
this  function  of  the  Labor  Board;  advocating  that  all  members 
of  the  Labor  Board  should  be  "public"  members  instead  of  rep- 
resentatives of  groups;  expressing  the  belief  that  means  should 
be  provided  for  the  enforcement  of  decisions  of  the  Labor 
Board;  advocating  permissive  or  voluntary  consolidation  of  rail- 
roads, with  the  approval  of  the  Commission,  instead  of  the  pres- 
ent provision  of  the  statute  instructing  the  Commission  to  for- 
mulate a  plan  of  consolidation  to  which  any  change  in  owner- 
ship or  control  must  conform;  and  advocating  the  repeal  of  the 
provision  requiring  carriers  to  obtain  permission  from  the  Com- 
mission for  new  construction  and  extensions  or  abandonment  of 
lines. 

PETITIONS  FOR  REHEARING,  ETC. 

The  American  Electric  Railway  Association  has  asked  the 
Commission  to  reopen  No.  10227,  Electric  railway  mail  pay,  and 
to  "institute  a  re-examination  of  the  facts  and  circumstances 
surrounding  the  transportation  of  United  States  mail  upon  the 
lines  of  electric  railway  mail  carriers  and  the  services  performed 
by  said  carriers  in  connection  therewith,  and  by  subsequent  or- 
der fix  and  determine  just,  reasonable,  and  adequate  rates  of  pay 
therefor." 

Complainant  in  No.  11542,  The  Parkersburg  Rig  &  Reel  Com- 
pany vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  has  asked  the 
Commission  to  deny  the  request  of  the  Director-General  for  a 
partial  reopening  of  that  case  with  regard  to  the  apparent  un- 
reasonableness of  a  separate  factor  (differential),  composing  in 
part  the  through  rate  on  lumber  from  Parkersburg,  W.  Va.,  to 
points  in  Louisiana.  The  complainant  also  asked  the  Commis- 
sion to  reopen  the  entire  case  and  to  allow  it  to  present  further 
evidence  bearing  upon  the  unreasonableness  and  undue  prejudice 
of  all  rates  involved;  to  further  consider  an  award  of  reparation 
in  addition  to  that  which  has  already  been  granted;  and  to  pre- 
scribe for  the  future  rates  on  bull  wheel  material  from  and  to 
the  points  above  mentioned  which  will  not  exceed  the  lowest 
combination  commodity  lumber  rate  obtaining  through  either  the 
St.  Louis  or  Memphis  gateways. 

Complainant  in  No.  11223,  Hirth-Krause  Company  vs.  Direc- 
tor-General, C.  M.  &  St.  P.  et  al.,  has  asked  the  Commission  to 
reopen  that  case  amd  to  enter  a  supplemental  order  therein  with 
regard  to  reparation  on  shipments  of  hides  from  Chicago,  111., 
Racine  and  Milwaukee,  Wis.,  to  Rockford,  Mich. 

The  Board  of  Railroad  Commissioners  of  South  Dakota,  in- 
tervener  in  No.  11950,  Minnesota  &  Ontario  Paper  Company  et 
al.  vs.  Northern  Pacific  et  al.,  and  cases  docketed  therewith,  has 
petitioned  the  Commission  to  issue  a  supplemental  order  in 
those  cases  indicating  in  detail  the  rates  to  be  established  by 
the  carriers  on  newsprint  and  other  classes  of  paper  from  the 
various  points  of  origin  involved  to  Deadwood,  Lead  and  Rapid 
City,  South  Dakota. 

The  Gulf  Coast  Lines  have  asked  the  Commission  to  grant 
a  rehearing  in  No.  11764,  In  the  matter  of  intrastate  rates  within 
the  state  of  Texas,  and  to  withdraw  its  order  of  March  14  in  that 
case.  The  order  of  March  14  amended  the  Commission's  former 
order  of  February  12  by  excluding  from  its  provisions  the  rates 
on  refined  sugar,  in  carloads,  from  Sugarland,  Texas,  to  Texas 
common  points. 

Complainant  in  No.  11462,  Liberty  Oil  Co.,  Ltd.,  vs.  Director- 
General,  and  Trinity  &  Brazos  Valley,  has  asked  the  Commission 
to  grant  a  rehearing  of  that  case  and  to  permit  it  to  file  an 
amended  complaint  alleging  violations  of  sections  four  and  six 
of  the  act. 

COMMISSION    ORDERS 

The  Southern  Minnesota  Mills  was  permitted  to  intervene  in 
No.  13510,  Baltimore  Chamber  of  Commerce  et  al.  vs.  A.  T.  &  S. 

The  Southern  Minnesota  Mills,  Commercial  Exchange  of 
Philadelphia,  Philadelphia  Board  of  Trade,  Philadelphia  Bourse, 
the  Philadelphia  Maritime  Exchange,  Manufacturers'  Club  of 
Philadelphia  and  Commercial  Traffic  Managers'  Association  of 
Philadelphia  were  allowed  to  intervene  in  No.  13548,  Maritime 
Association  of  the  Boston  Chamber  of  Commerce  et  al.  vs.  Ann 
Arbor  et  al. 


Black  &  Yates,  Inc.,  were  permitted  to  intervene  in  No.  13562, 
Indiana  Quartered  Oak  Company  vs.  Atlantic  City  Railroad  et  al. 

The  orders  entered  December  30,  1921,  and  March  17,  1922, 
in  No.  11966,  Omaha  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al., 
have  been  modified  so  as  to  permit  the  defendants  to  establish 
rates  in  compliance  therewith  on  1  day's  notice. 

The  Railroad  and  Public  Utilities  Commission  of  the  State 
of  Tennessee  was  permitted  to  intervene  in  No.  12965,  Merchants 
Exchange  of  St.  Louis,  Mo.,  et  al.,  vs.  Aberdeen  &  Rockflsh,  et  al. 

The  order  entered  July  12,  1921,  in  No.  9966,  Hudson  Mule 
Company  et  al.  vs.  L.  &  N.  et  al.,  and  cases  affiliated  therewith, 
as  subsequently  modified,  has  been  further  modified  so  as  to 
become  effective  June  1,  1922,  instead  of  April  1. 

The  West  Coast  Lumbermen's  Association  was  permitted 
to  intervene  in  No.  13449,  North  Carolina  Pine  Association  et 
al.  vs.  A.  C.  L.  et  al. 

INTERLOCKING    DIRECTORATES,    ETC. 

R.  M.  Dozier  was  authorized  to  hold  the  position  of  director 
of  the  Arkansas  &  Memphis  Railway  Bridge  and  Terminal  Com- 
pany in  addition  to  positions  previously  authorized. 

Officers  of  the  Denver  &  Rio  Grande  Western  Railroad, 
Western  Pacific  Railroad,  Western  Maryland  Railroad,  Wabash 
Railroad,  and  other  roads  were  permitted  to  retain  their  posi- 
tions with  those  roads. 

The  firm  of  Reed,  Smith,  Shaw  &  Beal  was  authorized  to 
hold  the  position  of  division  counsel  of  the  Bessemer  &  Lake 
Erie  Railroad  in  addition  to  positions  previously  authorized. 

Officers  of  the  Ft.  Wayne,  Cincinnati  &  Louisville  Railroad, 
Genessee  Falls  Railway,  New  York  &  Fort  Lee  Railroad,  and 
other  roads  were  permitted  to  retain  their  positions  with  those 
roads. 

J.  Blanc  Monroe  was  authorized  to  hold  the  positions  of 
director  and  general  counsel  of  the  New  Orleans  Terminal 
Company  and  general  solicitor  of  the  New  Orleans  &  North- 
eastern Railroad  in  addition  to  position  previously  authorized. 

W.  A.  Erwin  was  authorized  to  hold  the  positions  of  di- 
rector of  the  Durham  &  Southern  Railway  and  the  State  Uni- 
versity Railroad. 

N.  Y.   C.   &   ST.    L.    EQUIPMENT   CERTIFICATES 

The  Commission  has  authorized  the  New  York,  Chicago  & 
St.  Louis  Railroad  Co.  to  guarantee  $360,000  of  5%  per  cent 
equipment  trust  certificates  to  be  issued  by  the  Union  Trust  Co. 
of  Cleveland,  O.,  in  connection  with  the  procurement  of  300 
stock  cars.  The  certificates  may  be  sold  at  not  less  than  96%. 
Dillon,  Read  &  Co.,  of  New  York,  have  agreed  to  take  the  certifi- 
cates at  that  price. 


CHANGES    IN     DOCKET 

Hearing  in  12900,  Red  Lion  Board  of  Trade  vs.  Md.  &  Pa. 
R.  R.  et  al.,  assigned  for  April  4  at  York,  Pa.,  was  canceled. 

Hearing  in  I.  and  S.  1492,  coal  from  Virginia  mines  to  points 
in  South  Carolina,  assigned  for  April  6  at  Spartanburg,  S.  C., 
was  canceled. 

I.  &  S.  1513,  reduction  on  coal  from  D.  T.  &  I.,  was  set  for 
hearing  in  Louisville,  April  7. 


BURLINGTON  VALUATION  RECORDS 
Valuation  records  of  the  Chicago,  Burlington  &  Quincy,  which 
were  destroyed  when  the  company's  building  in  Chicago  was 
burned  recently,  are  being  reproduced  by  the  company  from  the 
records  of  the  Interstate  Commerce  Commission.  Photpstatic 
copies  of  the  records  are  being  made  in  the  car  service  division 
of  the  American  Railway  Association  at  Washington. 


C.   &    I.    M.    NOTES 

The  Chicago  &  Illinois  Midland  Railway  Co.  has  been  au- 
thorized by  the  Commission  to  issue  not  exceeding  $484,000  of 
7  per  cent  promissory  notes,  maturing  from  one  to  thirty-two 
months  from  date,  and  payable  to  the  General  American  Tank 
Car  Corporation  for  the  rebuilding  of  500  gondola  cars. 


NEW   ROADS   FOR   KANSAS 

The  El  Dorado  &  Santa  Fe  Railway  Co.  has  applied  to  the 
Commission  for  permission  to  build  three  new  lines  of  railroad, 
one  three  miles  long  In  Chase  county,  Kans.,  one  thirty-eight 
miles  long  in  Chase  and  Butler  counties,  Kans.,  and  the  third, 
two  and  a  half  miles  long  in  Butler  county,  Kans.  It  also  asked 
permission  to  retain  the  excess  earnings  for  10  years.  Lines  1 
and  2,  the  company  said,  in  connection  with  the  existing  tracks 
of  the  Atchison,  Topeka  &  Santa  Fe,  will  furnish  a  direct  route 
from  Ellinor  to  Eldorado,  Kans.,  reducing  the  haul  for  through 
trains  13.65  miles.  Line  3  and  the  west  one  and  one-half  miles 
of  line  2  will  furnish  a  belt  line  around  the  east  side  of  Eldorado. 


M.   &   ST.    L.    BONDS 

The  Minneapolis  &  St.  Louis  has  asked  authority  of  the 
Commission  to  issue  $89,000  of  refunding  and  extension  mort- 
gage 5  per  cent  bonds. 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THE  "RFASONABLENESS"  OF  RATES  ! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as: 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

"At  Your  Service" 
505  Colorado  Building  Washington,  D.  C. 
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N.  Y.  C.  BONDS 

The  New  York  Central  has  obtained  permission  from  the 
Commission  to  issue  and  sell  $60,000,000  of  5  per  cent  refunding 
and  improvement  mortgage  bonds,  series  C,  which,  under  the 
order,  may  be  sold  at  not  less  than  90  par  cent  of  par.  Negotia- 
tions for  sale  of  the  bonds  are  in  progress  with  J.  P.  Morgan  &  Co. 

At  the  same  time  the  Commission  vacated  an  order  dated 
November  5,  1921,  authorizing  the  New  York  Central  to  issue 
$19,500,000  of  6  per  cent  bonds  which  have  never  been  issued. 
This  was  done  because  the  company  proposes  to  issue  the  series 
C  bonds  in  respect  of  expenditures  which  were  to  be  used  as  the 
basis  for  the  series  B  bonds. 

The  purpose  of  the  authorized  issue  was  outlined  as  follows 
by  the  Commission: 

The  proceeds  of  the  bonds  proposed  to  be  Issued  will  be  used 
for  the  following  purposes:  $26,500,000  to  liquidate  the  applicant's  6 
per  cent  notes  of  that  amount,  being  a  note  for  $7,000,000  dated 
October  25,  1920,  and  a  note  for  $19,500,000  dated  August  4,  1921, 
given  to  the  Director  General  of  Railroads  in  payment  for  additions 
and  betterments,  costing  that  amount,  made  by  him  to  and  upon 
the  roadway  and  structures  of  the  applicant's  owned  and  leased 
lines  during  the  period  of  Federal  control,  or  to  reimburse  the  appli- 
cant for  expenditures  to  be  made  for  the  purpose  of  such  payment; 
$16,420,000  to  pay  other  indebtedness  of  the  applicant  to  the  Director 
General  for  the  cost  of  additions  and  betterments  made  by  him  to 
and  upon  the  applicant's  owned  and  leased  lines  during  the  period 
of  Federal  control,  or  to  reimburse  the  treasury  of  the  applicant  for 
expenditures  heretofore  made  by  it  for  additions  and  betterments 
made  upon  the  roadway  and  structures  of  said  lines;  $5,135,000  to 
pay  the  applicant's  indebtedness  to  the  Director  General  for  the 
cost  of  locomotives  and  cars  provided  by  him  during  the  Federal 
control  period  and  acquired  from  him  by  the  applicant,  or  to  reim- 
burse the  treasury  of  the  applicant  for  expenditures  heretofore  made 
for  the  acquisition  of  locomotives  and  cars;  $11,945,000  to  pay.  and 
refund  the  prior  bonds  of  the  Rome.  Watertown  &  Ogdensburg  Rail- 
road Company  and  the  Utica  &  Black  River  Railroad  Company  at 
the  maturity  thereof. 

C.  &  I.  W.  STOCK 

The  Commission  has  modified  its  order  in  Finance  Docket 
No.  1268,  so  as  to  authorize  the  issuance  by  the  Chieago  & 
Illinois  Western  of  $291,000  of  7  per  cent  nonoumulative  pre- 
ferred capital  stock  instead  of  $600,000  of  such  stock  which  was 
to  be  delivered  to  the  Dolese  &  Shepard  Co.  in  liquidation  of  an 
equal  amount  of  interest-bearing  indebtedness  to  that  company, 
provided  that  before  declaring  any  dividends,  not  less  than 
$309,000  should  be  expended  from  the  carrier's  income  for  addi- 
tions and  betterments  and  or  in  retirement  of  its  6  per  cent  gen- 
eral mortgage  bonds.  The  company  filed  a  supplemental  applica- 
tion asking  that  it  be  permitted  to  issue  $291,000  of  stock 
without  the  proviso  outlined  above. 


improvements.  It  proposes  to  sell  the  bonds  at  not  less  than 
75  per  cent  of  face  value  and  accrued  interest  and  to  pay  a  com- 
mission not  in  excess  of  2  per  cent. 


DELAWARE    AND    HUDSON    BONDS 

The  Delaware  &  Hudson  has  applied  to  the  Commission  for 
authority  to  issue  $7,500,000  of  15-year  5%  per  cent  gold  bonds 
to  discharge  or  refund  at  maturity  on  July  1,  $6,024,000  of  first 
lien  equipment  4%  per  cent  bonds  and  some  short  term  notes. 
The  bonds  will  be  sold  at  not  less  than  84  per  cent  of  par  or 
pledged  at  not  less  than  70  if  the  applicant's  proposal  is  ap- 
proved. 


ST.   L.-S.   F.   BONDS 

The  St.  Louis-San  Francisco  has  asked  authority  of  the 
Commission  to  issue  $11,453,000  of  prior  lien  5%  per  cent  gold 
bonds  to  be  sold  at  not  less  than  80  or  pledged  at  not  less  than 
79.  It  is  proposed  to  issue  $10,932,000  of  the  bonds  in  lieu  of 
and  on  surrender  of  a  like  amount  of  prior  lien  mortgage  6 
per  cent  gold  bonds  authorized  by  the  Commission  May  17,  1921, 
and  the  balance  of  $521,000  to  reimburse  the  treasury  for  ex- 
penditures out  of  income  and  to  provide  for  the  refunding  of 
$408,000  of  equipment  notes. 


MISSOURI-ILLINOIS    BONDS 

The  Missouri-Illinois  has  applied  to  the  Commission  for 
authority  to  issue  $225,000  of  first  mortgage  7  per  cent  gold 
bonds  to  be  sold  at  87%  to  Smith,  Moore  &  Co.,  and  Knight, 
Gamble  &  Co.  of  St.  Louis. 


C.  I.  &  W.  BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Cin- 
cinnati, Indianapolis  &  Western  to  procure  authentication  and 
delivery  to  its  treasurer  of  $1,129,000  of  first  mortgage  5  per 
cent  bonds  to  be  held  until  further  order  of  the  Commission. 
The  bonds  will  be  issued  to  reimburse  the  treasury  for  expendi- 
tures. 


LEASE   OF  VIRGINIAN   &  WESTERN 

The  Virginian  Railway,  in  an  application  filed  with  the  Com- 
missi'on,  has  asked  approval  of  a  lease  of  the  property  of  the 
Virginian  &  Western,  extending  from  Pierpont  to  Glen  Rogers  in 
Wyoming  County,  W.  Va.,  a  distance  of  14.45  miles.  The  Vir- 
ginian &  Western  stock  is  owned  by  the  applicant.  ' 


LOAN   TO   C.  &   N.   E. 

The  Commission  has  authorized  a  loan  of  $111,450  to  the 
Cisco  &  Northeastern  Railway  Co.,  to  aid  the  carrier  in  provid- 
ing itself  with  additions  and  betterments  and  structures. 


APPLICATIONS    FOR   BENEFIT    DENIED 

The  Commission  has  dismissed  applications  of  the  Boston 
Terminal  Co.,  the  Calumet  Western  Railway  Co.,  the  Charles- 
ton Union  Station  Co.,  and  the  Macon  Terminal  Co.,  asking  for 
payments  under  section  209  of  the  transportation  act,  because 
it  held  that  these  companies  were  covered  in  the  applications  of 
operating  or  proprietary  companies. 

The  application  of  the  City  of  Prineville  Railway  was  dis- 
missed because  the  road  was  not  in  operation  prior  to  January, 
1919,  and  not  under  federal  control. 


MIDLAND    VALLEY    BONDS 

The  Midland  Valley  Railroad  Co.  has  applied  to  the  Commis- 
sion for  authority  to  issue  and  sell  $541,000  of  5  per  cent  first 
mortgage  bonds  to  reimburse  its  treasury  for  expenditures  for 


M.  &  E.  STOCK  AND  BONDS 

The  Mattawamkeag  &  Eastern  applied  to  the  Commission 
for  authority  to  issue  $80,000  of  capital  stock,  and  $500,000  of 
30-year  7  per  cent  gold  bonds,  to  finance  the  company's  opera- 
tions in  building  a  new  railroad  in  Penobscot  county,  Maine. 


O.  S.   L.   EXTENSION 

The  Oregon  Short  Line  has  applied  to  the  Commission  for 
permission  to  build  a  branch  line  7.5  miles  long  from  Home- 
dale,  Idaho,  to  a  point  in  Owyhee  county,  Idaho,  and  to  retain 
the  excess  earnings  for  10  years.  The  extension  will  develop 
irrigated  agricultural  lands,  the  company  said. 

IDAHO   RAILROAD   INCORPORATION 

The  Craig  Mountain  Railway  Co.  of  Winchester,  Idaho,  has 
applied  to  the  Commission  for  authority  to  incorporate  with 
capital  stock  of  $15,000,  for  the  purpose  of  obtaining  divisions 
of  joint  rates  with  connecting  lines.  The  stock  is  owned  by  the 
Craig  Mountain  Lumber  Co.  The  line  runs  between  Craig  Junc- 
tion and  Winchester,  Idaho. 

OUTLINE   OF   HIGHWAY   TRANSPORT 

A  comprehensive  outline  of  highway  transport  from  the 
time  when  aboriginal  man  discovered  the  first  wheel  to  the 
present  moment  has  been  prepared  by  Lewis  W.  Mclntyre, 
assistant  professor  of  civil  engineering,  University  of  Pittsburgh, 
for  the  Highway  and  Highway  Transport  Education  Committee, 
which  has  headquarters  in  Washington.  The  outline  treats 
exhaustively  of  the  various  phases  which  make  Highway  trans- 
port one  of  the  dominant  subjects  of  the  day.  Subdivided  into 
five  divisions,  the  outline  treats  of  the  field  of  highway  trans- 
port, the  highway  and  the  motor  vehicle,  legal  phases  of  the 
subject,  principles  of  successful  operation  and  the  selling  of 
transportation.  One  of  the  subdivisions  deals  with  the  inter- 
relationship of  highways,  railways  and  waterways,  showing  how 
the  transport  trinity  may  be  so  co-ordinated  that  the  most 
effective  distribution  of  commodities  may  be  attained. 

DOCKET  OF  THE  COMMISSION 

Note      Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
April  10 — Chicago,  111. — Examiner  Gault: 

*  I    and  S.  1510 — Actual  weights  on  crude  and  fuel  oil. 

*  I.   and  S.  1510   (first  supplemental   order)— Actual  weights  on  crude 

and  fuel  oil. 
April  10 — Chicago,  111.— Examiner  Barclay: 

*  12929 — Interstate  rates  on  grain,  grain  products  and  hay,  in  carloads, 

between  points  in  the  western  and  mountain-Pacific  groups. 

*  11703 — In  the  matter  of  intrastate  rates  within  the  state  of  Illinois. 

(Petition  of  carriers  respecting  boundary  line  of  Illinois  territory 
as  defined  in  Increased  Rates,  1920,  58  I.  C.  C.,  220. 

(Only  the  new  dockets  for  April  10  are  used  in  this  issue) 
April  11 — Indianapolis,  Ind. — Examiner  Eshelman: 

*  I.  and  S.  1518 — Grain  and  grain  products  from  I.   C.  R.   R.  stations 

to  Ohio  River  crossings. 
April  11 — Topeka,  Kan. — Public  Utilities  Commission  of  Kansas: 

Finance  Docket  1537 — In  the  matter  of  the  application  of  Kansas, 
Oklahoma  &  Gulf  Ry.  Co.  and  Missouri,  Oklahoma  &  Gulf  R.  R. 
Co.,  under  paragraphs  (18)  to  (21),  Section  1  of  the  interstate 
commerce  act  for  a  certificate  of  public  convenience  and  necessity 
for  the  extension  of  a  line  of  railroad  and  application  under  para- 
graph (18),  Section  15a,  for  permission  to  retain  excess  earnings. 
April  11— Oklahoma  City,  Okla.— Examiner  Oliver: 

13406— Corporation    Commission    of   Oklahoma    vs.    Arkansas    R.    R. 

et  a.l 

April  11— Salt  Lake  City,  Utah— Examiner  Hillyer: 
13304 — The  Utah  Lime  and  Stone  Co.  vs.  A.  T.  &  S'.  F.  et  al. 
13305— The  Utah  Lime  and  Stone  Co.  vs.  A.  T.  &  S.  F.  et  al. 
April  11 — New  Tork,  N.  Y. — Examiner  Howell: 
13240 — Maine  Power  Sales  Co.  vs.  Director  General,  Maine  Central. 
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READY  NOW 


Straight  and  Order 

BILL  OF  LADING 
FORMS 

In  Triplicate 


Size  8'^xll 


We  can  supply  your  im- 
mediate needs  with  these 
stock  forms  in  any  quan- 
tity, or  we  can  specially 
print  for  you,  on  short 
notice,  anything  you  may 
require  in  the  way  of 
Bill  of  Lading  Forms. 


The  Traffic  Service  Corporation 

418  South  Market  Street 
Chicago,  Illinois 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight  Service  Without  Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,Ticntsin(Taku  Bar), 
Tsingtao,  Chinwangtao  and  Dairen 

SS  HANAWA April  17 

SS  WEST  KEATS May  17 

Shanghai,  Manila,  Hongkong 

SS  HANAWA April  17 

SS  WEST  KEATS May  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

Foe  Information  rcfardinc  Space.  Rmtet,  etc.,  apply  to 

UNITED  AMERICAN  LINES,  INC,  M  BlTS??ork  ci,y 
UNITED  AMERICAN  LINES,  INC.,  »"  So££J.V?a!1,!.  Str~t> 
R.  T.  JOHNS  &  COMPANY,  INC, 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Decision  in  Rate  Case 


Announcement  of  the  Commission 
will  likely  follow  within  thirty  days  of 
close  of  the  General  Rate  Inquiry. 

It  will  remove  uncertainty  as  to  the 
future  rate  situation  and  enable  buyers 
and  sellers  to  compute  buying  and  sell- 
ing costs. 

Disordered  relationships,  undue  and 
unfair  disadvantages  to  some,  with 
corresponding  advantages  to  others, 
may  result. 

In  whatever  contingency  that  may 
arise  we  are  well  equipped  to  assist  in 
the  correction  of  any  maladjustment. 
We  prepare  rate  and  statistical  analyses, 
surveys,  comparisons,  digests  of  de- 
cisions, etc. 


The   Traffic     Service    Corporation 

Special  Service  Department 
505  Colorado  Building  WASHINGTON,  D.  C. 
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April  11 — Omaha,  Neb. — Examiner  Seal: 

13319 — Sunderland  Bros.  Co.  vs.  Director  General,  C.  B.  &  Q. 

13322 — Sunderland  Bros.  Co.  vs.  Director  General,  C.  B.  &  Q.  et  al. 

April  12 — Kvansvllle,  Ind. — Examiner  Fleming: 

13436— Sunlight  Milling  Co.  vs.  L>.  &  N. 
April  12 — Argument  at  Washington,  D.  C.: 

12274 — American  Fruit  and  Vegetable  Shippers'  Assn.  et  al.  vs.  Ban- 

gor  &  Aroostook  et  al. 
12492— Maine  Spinning  Co.  et  al.  vs.  Director  General,  Maine  Central 

et  al. 
12076 — Armour  &  Co.  vs.  Nor.  Pac.,  Director  General  et  al. 

April  12 — New  York,  N.  Y. — Examiner  Howell: 

13433 — Lester  &  Tonner,  Inc.,  vs.  Long  Island  R.  R.  et  al. 
April  12 — Indianapolis,  Ind. — Examiner  Eshelman: 
13405 — The  Lafayette  Box  Board  and  Paper  Co.  vs.  Director  General. 
13356 — Coppes  Bros.  &  Zook  vs.  Director  General  and  B.  &  O. 
April  12— Washington,  D.  C.: 

13413 — In  the  matter  of  automatic  train  control  devices. 
April  13 — St.  Louis,  Mo. — Examiner  Koch: 

I,  and  S.  1499 — Lime  and  lime  rock  from  Mosher  and  St.  Genevleve, 
Mo.,  to  points  In  Wisconsin  and  other  states,  and  such  fourth  sec- 
tion departures  as  may  exist. 
April  13— New  York,  N.  Y.— Examiner  Howell: 
13442 — Le  Prestre  Miller  Stock  Farms,  Inc.,  vs.  Director  General. 
13439 — Standard  Shipbuilding  Corp.  vs.  Director  General  and  C.  R.  R. 

of  N.  J. 
April  13 — Sioux  City,  la. — Examiner  Seal: 

13461— Sioux  City  Live  Stock  Exchange  vs.  C.  St.  P.  M.  &  O.  et  al. 
April  13 — Argument  at  Washington,  D.  C.: 

12956 — Carnation  Milk  Products  Co.   vs.   Director  General,   C.   M.   & 

St.  P.  Ry. 
12957 — Carnation  Milk  Products  Co.  vs.   Director  General,   Northern 

Pacific  Ry. 
12958 — Carnation    Milk,  Products    Co.    vs.    Director    General,    Great 

Northern  Ry. 
12465 — Silica   Sand  Producers'   Traffic  Assn.   et  al.   vs.   C.   B.    &   Q., 

Director  General  et  al. 

12632— Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  Pa.  R.  R..  Di- 
rector General  et  al.  . 

12640 — Rock   Products'    Traffic   League   vs.   N.   Y.   C.,   Director  Gen- 
eral et  al. 

12577 — Continental  Motors  Corp.  vs.  C.  a.  &  Q.  et  al. 
12577  (Sub.  NO.  1)— Reo  Motor  Car  Co.  vs.  C.  B.  &  Q.  et  al. 
April  14 — Chicago,   111. — Examiner  Gault: 

*  I.  and  S.  1511 — Reduced  rates  from  New  York  piers.  ' 
April  14 — St.  Louis,  Mo. — Examiner  Koch: 

13435 — Toberman.  Mackey  &  Co.  vs.  B.  &  O.  et  al. 

13407 — Mississippi   Valley   Iron   Co.   vs.    Director   General,    Mo.    Pac. 

R.  R. 
April  14 — Dallas',  Tex. — Examiner  Oliver: 

I,  and  S.  1497— Clayed  or  cotton,  burlap  bags  from  various  points  to 
Texas  destinations.     Such  fourth  section  departures  as  may  exist. 
April  14 — Dallas,  Texas — Examiner  Oliver: 

*  13410 — Texas  Chamber  of  Commerce  vs.  Abilene  &  Southern  et  al. 
April  14 — Argument  at  Washington,  D.  C.: 

12204 — Gulf  Refining  Co.  of  Louisiana  vs.  Director  General,  K.  C.  S. 
et  al. 

12656 — Michael  S.  Goss  et  al.  vs.  Director  General,  L.  V.  et  al. 

12610— Albert  H.  Traphagen  et  al.  vs.  L.  V. 
April  14 — Cairo,  111. — Examiner  Fleming: 

13451 — Sutherland  Flour  Mills  Co.  vs.  Director  General. 

13358 — The  Lack  Redford  Elevator  Co.,   Inc.,   et  al.  vs.  Y.   &  M.  V. 

et  al. 
April  14 — New  York,  N.  Y. — Examiner  Howell: 

13369 — International  Paper  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 

13338 — International  Paper  Co.  vs.  Director  General,  N.  Y.  C.  et  al. 


April  14 — Michigan  City,  Ind. — Examiner  Eshelman: 
13440— The  Chicago,  Lake  Shore  &  South  Bend  Ry.  vs.  Indiana  Har- 
bor Belt. 
April  15— Allentown,  Pa. — Examiner  Jewell: 

13296   (and    Sub.    Nos.    1    and   2)— Lehigh   Portland   Cement   Co.   vs. 

Director  General. 
April  15 — St.  Louis,  Mo. — Examiner  Koch: 

11621   and  Sub.  No.  1— Acme  Cement  Plaster  Co.  vs.  P.   M.  Ry.  Co- 
Director  General,  as  agent,  et  al. 

*  11619 — Acme  Cement  Plaster  Co.  vs.  St.  L.-S.  F.  and  Director  Gen- 
eral. 

April  15— Phoenix,  Ariz. — Examiner  Keene: 
13342— Gila  Water  Co.  et  al.  vs.  Arizona  Eastern  R.  R.  et  al. 
13437 — Traffic  Bureau  of  the  Chamber  of  Commerce,  Phoenix,  Ariz.. 

et  al. 

April  15 — Argument  at  Washington,  D.  C. : 

12940 — Glencoe  Lime  and  Cement  Co.  et  al.  vs.  A.  C.  &  Y.  et  al. 
12233— Hudson  Mule  Co.  et  al.  vs.  Director  General,  A.  T.  &  S.  F.  et 

al.     Such  fourth  section  departures  as  may  exist. 
12811— Globe  Cotton  Oil  Mills  vs.  Director  General. 
April  15 — Pueblo,  Colo. — Examiner  Hillyer: 
13420— The  Colorado  Culvert  and  Flume  Co.  vs.  A.  T.  &  S.   F.  Ry. 

et  al. 

April  17 — New  York,  N.  Y. — Examiner  Howell: 
13279 — Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 
13282 — Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 
13335 — Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 
April  17 — St.  Louis,  Mo. — Examiner  Koch: 

12965— Merchants  Exchange  of  St.  Louis,  Mo.,  et  al.  vs.  Aberdeen  & 

Rockflsh  R.  R.  et  al. 
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13148 — Wisconsin  Dairy  Products  Co.  vs.  Director  General. 
April  17 — Phoenix,  Ariz. — Examiner  Keene: 

13Z97 — Traffic  Bureau,  Chamber  of  Commerce  et  al.  vs.  Sou.  Pac. 
13298 — Traffic  Bureau,  Chamber  of  Commerce,  Phoenix,  Ariz.,  et  al. 
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13500 — John  F.  Barker  Produce  Co.  et  al.  vs.  Sou.  Pac.  et  al. 

N.  Co.  et  al. 

13500  (Sub.  No.  1)— Johnson  Pearce  Produce  Co.  vs.  O.-W.  R.  R.  & 
13500  (Sub.  No.  2)— E.  E.  Nash  vs.  A.  T.  &  S.  F.  et  al. 
April  17 — Argument  at  Washington,  D.  C.: 
12326 — Wichita  Board  of  Commerce  et  al.  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 

12752 — Ft.  Worth  Freight  Bureau  vs.  Beaumont,  Sour  Lake  &  West- 
ern et  al. 

12813— Standard  Oil  Co.   (N.  J.)  et  al.  vs.  Director  General. 
April  17 — Denver,  Colo.. — Examiner  Hillyer: 

13393 — W.   R.   Freeman  and  C.   Boettcher,   as  receivers  of  the  D.   & 

S.  L.  R.  R.  vs.  A.  T.  &  S.  F.  et  al. 
April   17 — Jonesboro,  Ark. — Examiner  Fleming: 

I,   and   S.   1505 — Fruit  and  vegetable  packages   to   stations  In   Okla- 
homa. 
April  17 — Lansing,  Mich. — Examiner  Carter: 

13111 — The  Kneeland  Bigelow  Co.  et  al.  vs.  Mich.  Cent. 

13443 — R.   M.   Wiegandt,   doing  business  as  West   Side  Fuel  Co.,  vs. 

Director  General. 

April  17 — Cleveland,  O. — Examiner  Eshelman: 
13390— The  Fred  G.  Clark  Co.  vs.  N.  Y.  C.  et  al. 
13378 — The  Lakewood  Engineering  Co.  vs.  B.  &  O.  et  al. 
April  17 — Chicago,  III. — Examiner  Gault: 
12422 — Lookout  Oil  and  Refining  Co.  vs.  A.   &  V.,   Director  General 

et  al. 
April   18 — Dallas,  Tex. — Examiner  Oliver: 

13364 — Rio  Grande  Oil  Co.  vs.  Director  General. 
April  18 — Chicago.  111. — Examiner  Gault: 
13368 — Armour  &  Co.  vs.  Director  General. 
13370 — The  Clay  Products  Co.  vs.  Director  General. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone.  Main  3S40 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone.  HarrKon  MM 


Mr.  Traffic  Man: — 

Have  You  a  Chicago 
Warehousing  Problem? 

Save  yourself  and  your  Company  Time, 
Money  and  Worry  by  distributing  your  prod- 
ucts to  your  midwestern  trade  through  the 
unexcelled  storage  and  traffic  facilities  of 

Chicago's 
Big  Downtown   Warehouse 

I 

located  at  the  Pennsylvania  System's  immense 
Polk  Street  Terminal. 


This    Mammoth    Institution 

is  at  your  disposal,  offering  to  you: 

1.  The  best  space  in  Downtown  Chicago  for 
the  storage  of  spot  stocks  readily  accessible  to 
your  Chicago  trade. 

2.  Superior  facilities  for  breaking  pool  cars 
and  for  prompt  less-carload  reshipment  to  des- 
tinations anywhere  without  cartage. 

3.  Storage-in-transit  privileges. 

4.  The  consistently  conscientious  attention 
of  a  trained  organization. 

Consign  your  cars  in  our  care  and  find  out 
what  constitutes  dependable,  up-to-the-minute 
warehousing  service. 

The  Largest  Public    Warehousing 

Unit  West  of  the  Atlantic 

Seaboard 

Considerate — Efficient — Economical  —  Reliable 

Western  Warehousing 
Company 

Polk  Street  Terminal,  Pennsylvania  System 

CHICAGO 

"At  the  Edge  of  the  Loop"  WILSON  V.  LITTLE,  Supt. 
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What  Determines 
The  Gateway? 


TO  HAVE 
WHAT  YOU  WANT 
1  WHERE  YOU  WANT  IT 
WHEN  YOU  WANT  IT 


ON  shipments  for  the  West  and 
Southwest  do  you  select,  with 
a  knowledge  of  conditions  and  a 
careful  comparison  of  advantages, 
the  gateway  through  which  your 
"L.  C.  L."  business  must  pass? 


Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 


Why  I 


Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  interee* 
everywhere. 


ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 

describing 

our  transfer 

service 


More  Than  Two  Mi/lion  Dollars  Invested  in  Facilities 


THE    TRAFFIC    \\UKLD 


Where  they  reach 


Where  to  reach  them 


Could  you  have  devised  a  better  name  than 

SOUTHERN  PACIFIC  LINES 

to  designate  this  great  transportation  system  ? 


SOUTHERN    Its  rail  lines  parallel  our  southern  border  from 

the  Mississippi  River  to  the  Pacific  Ocean,  and — 

PACIFIC  F°H°W  the  Sunset  Coast  from  the  Columbia  to 
Mexico,  thence  penetrating  that  interesting  re- 
public for  1500  miles  along  its  western  boundary. 

LINES  Southern  Pacific  rail  and  steamship  lines  reach 
from  the  Hudson  to  the  Columbia,  bounding 
the  nation  on  three  sides,  and  forming  the  only 
transcontinental  transportation  system  in  the 
United  States  under  one  management. 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 
Express  Freight  Services 


U.  5.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,  SAN  DIEGO,  LOS  ANGELES 
SAN  FRANCISCO,  PORTLAND,  SEATTLE,   TACOMA,   VANCOUVER 


MOBILE,  NEW  ORLEANS,  SAN  DIEGO,  LOS  ANGELES,  SAN  FRANCISCO 
PORTLAND,  SEATTLE,  TACOMA,  VANCOUVER 


Through  Bill*  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Island*. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


1024  Prudential  Building 
Buffalo,  N.  Y. 


Central  Bldg. 
Los  Angeles 


Merchants  Exchange      Pierce  Building 
San  Francisco  St.  Louis 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agen'. 
New  Orleans,  La. 


Railway  Exchange 
Portland 


L.  C.  Smith  Bldg. 
Seattle 


211  Eleventh  St.        Empire  Shipping  Co.,  Agents 
Tacoma,  Wash.  Vancouver,  B.  C. 


T 


What 

T-C.F.Co. 

Means  to  Exporters 


WENTY  odd  years  of  study  and  practical 
experience.     Ten  well  equipped  offices  lo- 
cated at  convenient  points,  and  a  reputa- 
tion  for   fair  dealing,  skillful   handling 
and  decided  savings  in  both  time  and 
money — that's  what 

TRANS-CONTINENTAL  FREIGHT  CO. 

Service  means  to  you  Exporters.  T-C.  F. 
Co.  Service  covers  the  Atlantic,  the  Pacific, 
the  Continent  of  North  America,  in  fact 
the  World,  but  more  it  covers  all  those 
points  in  Export  Forwarding  which  mean 
safety  of  goods,  and  saving  of  money. 

Write  the  Nearest  Office  for  Particulars 

Woolworth  Building       :     New  York  City 
General  Office:    203  Dearborn  St.,  Chicago 


TRANpONTINENTAL 
FREIiHT  COMPANY 


Old    South    Bldg ...Boston 

Blllcott     Square Buffalo 

I  IP'\,>]     BW« Philadelphia 

Union    Trust    Bldg Cincinnati 

Hippodrome    Bldg Cleveland 

Monadnock    Bldg San    Francisco 

Van    NUM   Bldg Los    Aneeles 

Alaska    Bldg .' Seattle 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION   CHICAGO.  ILL. 


S««*nth  Yw 
iK»T  bcr  c.'  A.  B.  C. 
A  working  tool  for  traffic  men.  both  industrial  and  railroad;  a  nation  J  journal  of  transportation  news:  independent  as  between  carrier  and  shipper 


Vol.  XXIX 


SATURDAY,  APRIL  15,  1922 


No.  15 


t  V.  HAMH  I    

HENRY  A.  PALMER.  Edfar 


H.  W.  KELLOGG.  AaVwtvnt  Mmfv 
ft.  J.  HAMM.  Mv»£^  A.E.HEISS. 


W.  C  TYLER.  SmUT7""" 
E.  C  VAN  ARSOEL.  BOTCH 


All  tubocnpcom  tn  ptytfal*  in  xtvcnet  «nd  !••«  MMMtialy  »t  «nd  of  period  union 
noliAekUon  to  oontnvy  d  fiwn. 

All  rmiunos  <h>u'd  b.  ~d.  p*x»Wi  to  onto  of  THE  TRAFFIC   SERVICE  COR 
•ORATION.  OXMO.  >ad  ihouid  b.  m  Chio*  or  Nn.  York  r~^ 


TERMS  OF  SUBSCRIPTION 


ONE  YEAR  .    .    . 
SIX  MONTHS     . 
THREE  MONTHS 
SINGLE  COPY    . 


1I100 
.  t.M 
.  J.0« 


41M30  South  Market  Street. 
CHICAGO.  ILL 


Colorado 
WASHINGTON.  D.  C. 


SHIPPING  BOARD  WAVES  THE  FLAG 
Notwithstanding     denials      from      Shipping      Hoard 
sources  that   the   hoard   is   cndeav. >ring,   by    using  argu- 
ment of  patriotism,  to  induce  shippers  to  give  tonnage 

-hipping   Hoard  vessels  rather  than  foreign   flag 
seU,  at  a  sacrifice  in  the  matter  of  rates  an<!  .  we 

are  convinced  that  this  is  being  us  rea- 

-    individuals   hesitate  to  be  quoted   as   making   this 
rnent.   but    private   <li->  .ire   not   difficult    t<> 

are  printing  elsewhere  some  of  the  facts  in 
thi-    : 

condemn  too  severely  th;  t"  make 

•.  aving  the  flag,     i  men.  in  war  times, 

were  called  on  to  do  many  things  that  were  not  strictly 
in  at  cord  with  business  principles.  They  obeyed,  some- 
times gladly  and  sometimes  from  fear  of  being  accused 
of  being  unpatriotic.  There  wa»  general  assent  to  the 
proposition  that  the  government  must  have  a  war  policy 
and  that,  however  wrong  that  policy  might  seem 
some  in  certain  of  its  phases,  we  must  permit  those 
charged  with  the  re-  iity  to  carry  out  their  plan- 

But  the  war  is  over,  difficult  as  it  seems  for  some  to 
realize  that  fact.    There  is  nothing  unpatriotic  in  a  mejr^ 
chant  shipping  goods  in  a  foreign  vessel  if  a  ve-<el  fU 
Up  own  flag  does  not  offer  him  as  advantage- 
service,  and  agents  of  government  who  trv  freit'hten  him 
into  believing  the  contrary  are  not  fit  for  thr  jobs  trjcj 
hold.     Ship;  'ild  not  be  cxp<  vted  t"  u-i    American 

bottoms  unlc»  they  can  be  had  •  n  term-  that  compare 
favorably  with  those  offered  by  foreign  bottom?..  A  man'- 
money  is  ventured  in  hi:  "t  to  upbuild  an  Ameri- 

can merchant  marine,  but  to  make  a  living  for  him 
The  fart  that   Amcriran   flag  \<  nnot   alv. 

.pete  with  the  foreigners  offers  the  only  good  argii- 
:t   for  »hrp   s-ubsidy.  which   i-   for   the   pur  re- 

mg  the  disparity.  The  only  <|ii,  -.tiou.  tin  n.  i-  whether 


the  public  generaJly  should  be  taxed  in  order  that  an 
American  marine  may  be  able  to  compete  with  foreign 
ships  <>r  whether  the  fittest  shall  be  allowed  to  survive, 
regardless  of  nationality.  \Ve  repeat  that  it  is  a  busi- 
ifiiestion  and  not  a  matter  of  patriotism. 


RAILROAD  WAGES 

It  seems  to  us  that  the  representatives  of  the  rail- 
road employes,  in  their  ca-e  before  the  Labor  Board,  are 
losing  sight  of  the  issue  in  attempting  to  show  that  the 
wages  of  the  men  are  too  low  to  permit  them  to  live  a^ 
they  ought  to  live.  The  question  is  not  whether  the 
standard  of  living  is  high  enough  among  these  men,  but 
whether  their  pay  is  comparable  with  the  wages  of  men 
in  similar  employment  in  other  industries.  If  they  are 
oveq>aid  in  comparison  with  similar  labor  in  other  em- 
ployment, it  is  the  business  of  the  board  to  permit  re- 
ductions. If  they  are  underpaid,  by  the  same  test,  it  is 
the  1  of  i  IK-  hoard  to  order  increases. 

It  may  be  that  the  standard  of  living  permitted  by 
the  wa:_  •  rtain  classes  of  what  i-  called  labor  is 

lo\\  That  is  a  matter  of  opinion  on  which  men 
may  differ.  Hut  it  is  not  the  province  of  the  Labor 
ttle  it  and  to  make  of  railroad  labor  a  pre- 
f'-ri  .  if  it  should  reach  the  conclusion  that  the 

f  labor  generally  ought  to  be  on  a  higher  level. 
I 'leas  that  l.:l>or  is  underpaid,  as  shown  by  the  way  in 
which  laborers  have  to  live,  always  make  a  popular  ap- 
peal and  sometimes  they  arc  well  founded.  But  it  is 
well  to  keep  the  issue  clear  in  any  specific  case  under 

ider. it  ion. 

The  board  is  not  charged  with  the  duty  of  solving 
the  entire  labor  problem,  much  as  it  may  be  in  need 
of  solution.  Perhaps  some  day  it  will  be  solved.  That 
day  will  come,  if  at  all,  when  capital,  on  the  one  hand, 

.  in  rally— as  it  is  now  in  many  spots — willing  that 
the  employe  shall  have  more  than  a  bare  living  wage, 
and  when  labor,  on  the  other  hand,  realizes  its  obliga- 
tion to  give  a  full  day's  work  for  a  full  day's  pay  and 
appn-'  iates  the  fa<  t  that  one  man's  labor  may  be  worth 
more  than  that  of  another  man  who  now,  under  the  arbi- 
trary system  employed,  is  graded  in  the  same  class, 
t'nionism,  which  undoubtedly  has  ;(  reason  for  existing, 
has  largely  overlooked  its  obligation  and  its  opportunity 
in  not  seeking  to  induce  the  giving  of  value  received  for 
the  wages  it  has  been  strong  enough  to  compel. 

In  the  meantime,  it  is  the  business  of  the  Labor 
Hoard  merely  to  see  that  railroad  labor  is  permitted  to 
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(U  LF,  MOBILE  *  HOBTHEBS 

B1ILB01D 
urn  comrEcnom 


MOBILE 


says  ROGER  W.  BABSON,  stands  out 
alone  among  the  twenty-four  cities  of  the 
country  which  he  has  recently  visited,  and 
offers  unlimited  possibilities  for  advance- 
ment to  the  young  man  who  is  willing  to 
put  "pep"  into  his  daily  program. 

DAILY  fast  through  freight  service  is 
maintained  by  the 

Gulf,  Mobile  and 
Northern  Railroad 

and  connections,  between  Northern,  East- 
ern and  Western  Points  and 

MOBILE 

Import,  Export  and  Coastwise  Traffic  Handled 
Expeditiously. 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

MR.  SHIPPER :- 

Have  you  tried  out  the  Natchez  Route,  the  new  route 
between  the  Southeast  and  Southwest  ? 

Adequate  Transfer  Facilities  at  the  Mississippi  River 
and  Dependable  Schedules,  coordinated  with  those  of  con- 
nections and  reliably  maintained  enable  us  to  offer  you  the 
kind  of  service  you  like. 

A  trial  will  convince  you. 

Route  from  the  West  via  Shreveport,  La.,  Stamps  or 
Hope,  Ark.,  care  Natchez  Route. 

Route  from  the  East  via  Mobile  or  Hattiesburg,  care 
Natchez  Route. 

Traffic  Department  Representatives: 

Carroll  H.  Smith,  C.  G.  Lang,  W.  S.  Cornell,                 H.  R.  Whiting,                 R.  E.   McGrath, 

General  Agent,  Commercial  Agent,  General  Agent,               General  Agent,                 Commercial  Agent, 

419  Palmer  Bldg.               902  City  Bank  Bldg.  511   Insurance  Bldg.      622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 

Atlanta,  Ga.                         Mobile,  Ala.  Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 


April  15,  1922 


THE    TRAFFIC    WORLD 


807 


receive  as  much  as  other  labor  in  similar  employment 
and  that  railroad  management  is  not  compelled  to  pay 
more  than  other  industry  pays  for  the  same  thing.  In 
other  words,  it  is  t«>  determine  the  market  conditions. 
\\  e  think  the  board  understands  this.  Labor  may  also 
understand  it,  but,  if  it  does,  the  argument  made  by  its 
leaders  would  not  so  indicate. 


HIGHWAY  TRANSPORTATION 


There  are  twojgjgojjji  for  our  view.  The  first  is 
that,  in  permitting  the  use  of  its  highways,  maintained 
by  public  taxation  and  by  tribute  from  those  who  use 
them,  the  state  has  something  to  sell  to  the  common  car- 
rier user.  The  ordinary  user,  in  transporting  his  own 
person  or  goods  in  his  own  vehicle  or  a  vehicle  hired  from 
another,  is  exercising  his  right  to  use  the  common  high- 
way. If  the  public,  of  which  he  is  a  part,  decides  that 
the  highway  shall  be  maintained  at  this  or  that  degree 


The  subject  of  regulation  of  motor  vehicle  common  of  excellence  he  pays  whatever  share  of  the  expense  of 

carrier-   i-   not   any   too  well   understood   by  the  public  that  maintenance  the  public  policy  demands.     He  gets 

and    is    becoming   increasingly    more    important.    There-  no  benefit  for  which  he  does  not  pay.    But  in  permitting 

fore,    a    pamphlet    jr  ed    by    the    Motor    Vehicle  its  highways  to  be  used  by  common  carriers,  the  state 


Conference  Committee,  in  which  the  subject  is  considered 
and  in  which  state  law.-  on  the  subject  are  summari/ed. 


is  furnishing  to  them  the  means  of  making  a  living  by 
charging   for  their   use,   and   it    should   have   from  these 


be  commended,  not  only  for  the  thoroughness  with     oomtnon  carrier>  -unie  compensation  for  that  permission, 
which  it  treats  the  matter,  but  for  it-  fairness'  in  setting     This,  it  seems  to  us,  is  fundamentally  fair  and  business- 


forth   conflicting  \iew-. 


like.     The  state  has  something  it  can  sell  and  there  are 


A-  the  pamphlet  points  out,  motor  vehicle-  are  -ub-      persons   who  would  be   willing  and  able  to  buy  it,  for 
jected  to  two  general  but  distinct  u-e-      l-'ir-t,  they  are      the  purpose  of  making  a  profit  on  it. 
privately  employed  by   their  owner-  lor  the   transporta- 
tion of  per-ons  or  property,  ami.   -erond,  for  the  trans- 


The  second  reason  is  that  if  the  state  does  thus  per- 
mit the  use  of  its  highways  with  no  added  charge  to 
portation  for  hire  of  the  person-  or  property  of  other*  common  carriers,  it  is  giving  aid,  at  the  public  expense, 
than  their  owner-.  The  second  general  u  il»  t,,  tn,,M.  wn,,  o,mj,ete  with  the  railroads.  There  is,  it 

divided    into    two    definite    and    particular    use-.      First.      m;iy   \}<.  urged,   nothing   -acred  about  the  railroads  and 
motor  vehicles  operating  for  hire  are  employed  to  carry     no  reason  why  cheaper  transportation  than  they  can  give 


certain    per-  the   property    .  .f   certain    person-    to 

places  prescribed  in  individual  agreements  entered  into 
for  the  purpose;  second,  they  are  employed  to  carry  in- 
discriminately all  per--n-  or  the  property  of  all  persons 
under  general  conditions  of  agreement  applicable  to 


should  not  be  availed  of,  when  npssible.  To  this  we  as- 
sent.  Hut  there  is  such  a  thing  us  fairness,  nevertheless. 
It  is  not  fair  to  impose  on  our  rail  carriers  all  the  regula- 
tions that  we  do  impose  on  them  and  limit  their  earn- 
ings a-  we  do  limit  them,  and  then,  out  of  the  public 


rier-   and  common   carriers. 


the    whole    public—  that    is,    the    -econd   general    use   of     pocket,  by  maintaining  roadways  for  motor  vehicle  corn- 
motor  vehicle-  (for  hire)  splits  into  that  of  private  car-      mon  carriers,  give  aid  to  this  competition,  by  maintain- 

\Ve   are  chiefly   interested     in(,     roadway-     for     motor     vehicle     common     carriers. 

whereas  the  rail  carrier-  must  buy  and  build  their  own 

r,,;i,lw. 

Moreover,  aside   from   all   questions  of  fairness,  it 
^  n<|t    m  nur  ,)|)ini(,n>  j,,,,,,,  ,,ul,,ic  policy  thus  to  furnish 


in  the  motor  vehv  ommon  carrier. 

It    is   rather   remarkable,   we   think,   that,  as  shown 
by  the  pamphl.  1  to,  while  in  the  imposition  of 

annual    registration    fee-    and   other   forms    of    taxes    on 

motor  vehicles,  state  legislatures  have  m  only  a  tew  cases  aj(,  QUt  of  thc  pub]ic  pursc  to  motor  vehide  or  any  other 

discriminated    between    motor  vehicle  common   carriers  kjnd  Q{  competition   with   the  raii  carriers.     Whatever 

and   private  carriers,  they   have  drawn  a  sharp  distinc-  lhcir  shnrto>IllillKS  the  railroads  arc  and  must  continue 

tion    between    n,  hides    used    privately    by    tnrrr  lo  ))(.  our  main  rdiance  for  transportation,  at  least  for 

owners  and   tho-e  operated   for  hire.     For  instance,  irt  ,Qng  hau,  ,)11MIU.S>  that  cannot  be  handied  by  the  water- 

Ma.ne  a  motor  vehicle  used  for  hire  must  pay  twice  the  wayg      ,f  they  afc  tQ  be  dcprivcd>  by  mcans  of  state  aid, 

normal  registration  fee  for  the  class  of  vehicles  to  which  of  short  hauf  ,nlMIU.ss,  or>  by  government  aid  to  water- 

it    belongs,   but    no   extra    charge    is    made    when    this  ways>  of  certain  i,1I1K  haui  husiness,  or  compelled  to  meet 

veh.  gaged  a-  a  common  carrier  rather  than  as  destructive  competition  at  a  loss,  then  they  must  either 

a  private  earner.     I  hat  understand  it,  a  motor  recoup  that  ]n>s  ,)y  unreasonable  charges  on  such  long 


vehicle— Mich  as  a  moving  van— rented  by  the  owner  to 

another  to  move   tin-  latter's  goods,  must  pay  more  to 

the  state   than   if   the   owner  wn.    u-ing   the   vehicle   in 

.vn  business  to  move  his  own  goods :  but  no  further 


haul  business  as  remains  to  them,  or  go  into  bankruptcy. 
Business  wants  neither  these  high  rail  charges  nor  rail- 
road bankruptcy.  Its  interest  is  to  see  that  fairness 
ami  justice  are  observed  in  working  out  our  transporta- 


additional  charge  is  imposed  -n  him  if  he  u-e-  his  vehicle      (j()n  ,Mllick.Si     Tll(.n    if  th(.  rail  t-arriors  cannot  maintain 


themselves,  it   will   be  time  enough  to  think  what  shall 
be  done  about  it. 


as  a  common  carrier  to  move  the  goods  or  the  per-on- 
of  any  and  all  who  demand  to  ri<l<-  or  ship.     \Ve  are  not 
••dally  interested  in  the  distinction  that  is  thus  made 
—it  may  or  may  not  be  fair  or  reasonable ;  but  we  are 

re-ted  in  a  di-tmction   between  the  vehicle  used_ai_a. 
i  carrier  and  th-  1  for  any  Qthff  P1""- 

think    that    i-    the    proper    distinction    to    be      and   delivery  to  the  company's   treasurer  of  not   to  exceed  $4, 

269,000    of    consolidaii'il    mortgage    bonds,    for    the    purpose    of 
refunding  $4,269,500  of  equipment   and   mortgage   bonds. 


B.  R.  A   P.  BONDS 

The  Buffalo,  Rochester  &  Pittsburgh  Railway  Company  has 
authorized   by   the   Commission    to   procure   authentication 


made. 
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SIMPLIFICATION  OF  TARIFFS 

The  Traffic  World   Washington  Bureau 

Drastic  action  to  compel  simplification  of  tariffs,  especially 
the  joint  agency  issues,  it  is  believed,  is  foreshadowed  by  a  spe- 
cial order  put  out  by  the  Commission  requiring  the  carriers,  for 
which  R.  H.  Countiss  is  agent,  to  file  and  post,  as  prescribed  by 
the  sixth  section,  a  substitute  for  Countiss'  Eastbound  Tariff, 
No.  17D,  I.  C.  C.  No.  1079,  on  or  before  June  6.  A  similar  order 
was  issued  a  short  time  ago  in  respect  of  Nashville,  Chatta- 
nooga &  St.  Louis,  I.  C.  C.  No.  2206A,  requiring  it  to  be  sim- 
plified on  or  before  August  20. 

The  order  in  each  case  was  unusual  in  that  it  carried  what 
might  be  called  a  preface  setting  forth  the  reason  for  its  issu- 
ance, chief  of  which,  in  each  case,  was  that  the  tariff  under  dis- 
cussion was  not  only  unsatisfactory,  but  in  an  indefensible  con- 
dition. It  is  as  follows: 

On  account  of  the  unsatisfactory  and  indefensible  condition 
ot  Eastbound  Tariff  17-D,  R.  H.  Countiss.  Agent's  I.  C.  C.  1079, 
and  the  failure  to  plainly  state  the  rates  in  the  manner  required 
by  section  6  of  the  Interstate  Commerce  Act,  and  in  the  form  re- 
quired by  the  Commission's  Tariff  Rules  and  Regulations  issued 
thereunder,  applicable  on  the  commodities  covered  from  points  of 
origin  to  points  of  destination  therein  named; 

It  is  Ordered,  that  the  carriers  named  in  said  tariff  as 
amended  that  have  authorized  R.  H.  Countiss  as  their  agent  to 
publish  and  file  with  the  Commission  rates  on  the  commodities, 
from  and  to  points  named  in  said  tariff  and  supplements  thereto, 
for  and  in  their  behalf,  be,  and  they  are  hereby,  directed,  effec- 
tive not  later  than  June  6.  1922.  on  statutory  notice,  to  file  and 
post,  in  the  manner  prescribed  in  section  6  of  the  Interstate  Com- 
merce act,  a  new  tariff  or  tariffs  cancelling:  Eastbound  Tariff 
17-D,  R.  H.  Countiss,  Agent's  I.  C.  C.  1079,  stating-  therein  defin- 
itely and  specifically  the  •  rates  on  the  commodities  from  points 
of  origin  to  points  of  destination  named  in  said  I.  C.  C.  1079  as 
amended,  including  the  publication  of  specific  rates  in  lieu  of 
the  basis  shown  in  item  3%  on  page  2  of  supplement  9  to  said 
tariff  under  caption  "Application  of  Rates." 

It  is  Further  Ordered,  that  said  new  tariff  or  tariffs  shall 
bear  on  the  title  page  the  following  notation: 

"Issued  in  compliance  with  Special  Order  of  the  Interstate 
Commerce  Commission  of  April  6,  1922." 

The  Commission  for  more  than  a  year  has  been  revising  its 
Tariff  Circular  18-A  and  at  the  same  time  requiring  and  urging 
carriers  to  pull  themselves  out  of  the  tariff  mess  into  which 
they  fell  during  the  thirty  months  of  federal  control  and  the 
use  of  blanket  supplements  to  take  advantage  of  General  Order 
No.  28,  Ex  Parte  74,  and  to  comply,  in  so  far  as  carriers  south 
of  the  Ohio  River  are  concerned,  with  the  decision  in  the  South- 
ern Hardwood  case. 

Simplification,  however,  is  not  dependent  on  the  comple- 
tion of  the  revision  of  the  Commission's  tariff  circular.  The 
tariffs  now  in  effect,  with  few  exceptions,  are  out  of  line  with 
the  rules  as  they  now  stand  and  compliance  with  them  would 
result  in  a  simplification  that,  the  tariff  men  in  George  M.  Cros- 
land's  section  of  the  Commission's  traffic  bureau  believe,  would 
result  in  a  saving  of  time  and  money  for  the  carriers  and  ship- 
pers, even  if  the  initial  outlay  in  the  re-issue  of  some  of  the  most 
obnoxious  of  the  tariffs  would  be  large. 

The  Countiss  tariff  on  which  the  Commission's  special  order 
requires  revision  not  later  than  June  6  is  one  in  which  he  estab- 
lished joint  rates  to  Central  Freight  and  Eastern  Trunk  Line 
territories,  which,  in  some  instances,  are  higher  than  the  aggre- 
gate of  intermediates  based  on  the  Mississippi  or  on  Chicago, 
especially  to  destinations  in  the  Detroit-Cincinnati  group.  That 
tariff  became  effective  last  November.  Countiss  was  given  per- 
mission to  publish  in  it  a  rule  providing  that  where  the  aggre- 
gate of  intermediates  made  lower,  they  should  apply  and  not 
the  joint  rates.  He  was  given  90  days  to  publish,  as  joint  rates, 
the  sum  of  the  intermediates  where  such  sums  made  lower  than 
the  joint  rates,  so  as  to  bring  the  issue  into  conformity  with 
rule  4-1  requiring  rates  to  be  simply  stated,  which  is  the  lan- 
guage of  the  sixth  section.  He  failed  to  make  the  revision.  He 
was  60  days  in  addition.  That  permission  will  carry  the  pres- 
ent rates  to  June  6,  when  the  special  order  becomes  operative. 

Failure  to  obey  the  sixth  section  lays  a  carrier  open  to  a 
fine  of  not  more  than  $500  and  $25  additional  for  each  day  after 
the  first  failure  has  been  established.  Failure  to  obey  an  order 
of  the  Commission,  such  as  the  one  as  has  been  put  out  against 
the  carriers  for  whom  Countiss  is  agent,  means  subjecting  them 
to  the  much  greater  liability  for  failure  to  obey  an  order  of  the 
Commission,  the  maximum  of  which  is  $20,000  with  each  day  as 
a  separate  offense. 

Prosecution  has  been  recommended  by  minor  officials  of 
the  Commission,  but  the  Commission  has  never  "gone  after" 
either  a  carrier  or  an  agent  for  failure  to  comply  strictly  with 
the  tariff  filing  rules.  Issuance  of  the  order,  it  is  believed,  means 
that  failure  now  will  be  followed  by  drastic  action  that  will  mean 
not  only  the  imposition  of  the  cost  of  reissuing  the  complicated 
tariffs,  but  also  the  additional  smarts  provided  for  those  who 
ignore  the  orders. 

Issuance  of  the  order  directed  to  the  parties  to  the  Countiss 
tariff  achieves,  it  is  believed,  additional  significance  when  it  is 
recalled  that,  in  the  last  four  years,  the  Commission  has  had  ex- 
perience with  two  tariff  simplification  committees,  one  appointed 
by  the  Railroad  Administration  and  one  appointed  by  the  car- 
riers after  the  return  of  their  property  to  them.  Neither  of  these 
committees,  according  to  the  tariff  man's  view,  has  taken  any 


noticeable  step  toward  simplification,  notwithstanding  the  com- 
plaints of  shippers  and  carriers  themselves.  Officers  of  carriers 
have  noted  the  immense  expense  of  correcting  erroneous  way 
bills  issued  by  railroad  agents  who  were  unable  to  interpret  the 
tariffs,  not  to  mention  the  expense  falling  on  the  carriers  and 
the  shippers  by  the  presentation  of  over  and  under  charge  bills 
and  the  vast  amount  of  work  placed  upon  the  claim  departments 
by  reason  of  such  moves  needed  to  enable  the  shipper  to  get 
the  proper  rate  and  the  carrier  to  obtain  the  proper  revenue. 

As  viewed  by  the  men  in  the  Commission  who  are  trying  to 
bring  about  a  simplification  by  the  tariff  publishing  agents, 
whether  joint  or  individual  agents,  this  failure  on  their  part 
places  a  burden  of  expense  upon  the  shipper  which  the  law  con- 
templates shall  be  borne  by  the  carriers.  The  burden  and  ex- 
pense consists  largely  to  the  employment  of  men  who  can  make 
a  stab  at  finding  the  rate  on  lumber  or  some  other  article  men- 
tioned in  either  a  Countiss  or  Leland  tariff,  especially  Leland's 
I.  C.  C.  No.  1431  or  Countiss'  No.  1077. 

The  Leland  tariff  contains  ten  sections,  each  alternated 
against  the  other.  The  Countiss  tariff  contains  six  sections  sim- 
ilarly alternated.  Therefore,  the  seeker  after  a  rate  must  ex- 
amine sixteen  tariff  sections.  When  he  has  done  that,  which 
will  take  an  experienced  man  two  hours  or  more  to  do,  he  bumps 
into  a  rule  in  the  Leland  tariff  to  the  effect  that  if  the  rates  and 
charges  in  the  Leland  and  Countiss  tariffs  exceed  the  combina- 
tions to  Deming,  then  the  lower  combinations  will  apply.  That 
rule  means  that  after  the  seeker  for  a  rate  has  spent  two  hours 
trying  to  find  something,  he  is  not  sure  that  the  lowest  rate  he 
has  found  is  the  one  that  governs.  The  rule  remits  him  to  the 
issues  of  individual  carriers  which  might  make  lower  rates.  In 
other  words,  there  is  no  way  whereby  the  man  who  consults 
either  the  Countiss  or  Leland  tariff  hoping  to  find  a  rate  within 
the  areas  of  origin  and  destination  mentioned  in  those  tariffs, 
can  be  certain  to  find  it. 

Deming,  N.  M.,  is  mentioned  in  the  tariff  because  it  is  one 
of  the  first  points,  if  not  the  first  point  beyond  Leland's  terri- 
tory, in  Countiss'  territory.  Much  the  same  situation  exists,  it 
is  said,  with  regard  to  -rates  in  Countiss'  and  Boyd's  tariffs. 

The  order  requiring  reissue  of  the  N.  C.  &  St.  L.  tariff  be- 
fore mentioned  was  issued  because,  from  the  400  stations  on  that 
road,  in  one  section,  it  named  rates  to  Ohio  and  Mississippi 
crossings  on  lumber,  and  in  another  it  named  rates  beyond  the 
crossings,  with  a  foot  note  saying  that  the  lowest  combination 
via  any  crossing  would  apply  via  all  crossings. 

The  point  was  made  against  that  tariff  that  it  required 
the  user  to  figure  out  the  lowest  combination  and  then  apply  it, 
instead  of  having  the  figuring  done  by  the  carrier  or  its  agent 
and  then  being  set  forth  in  plain  figures,  as  required  by  the 
sixth  section  of  the  law. 

It  may  cost  the  railroads  for  which  Countiss  is  agent  $15,000 
to  reissue  the  tariff,  but,  in  the  end,  the  saving  in  time  of  every- 
body will  be  much  greater  than  the  cost,  it  is  argued.  One 
railroad  president  is  greatly  interested  in  the  subject.  He  has 
figured  that  the  bulky  issues  that  do  not  bring  the  man  who 
desires  to  find  the  rate  to  any  definite  place  were  delusions 
and  snares  which  cause  expense  to  everyone  and  saving  to  none. 

FEDERAL  HIGHWAY  SYSTEM 

"When  the  federal-aid  highway  system,  provided  for  by  the 
recently  enacted  federal  highway  act,  is  completed  there  will  be 
a  network  of  roads  180,000  miles  in  length  covering  the  whole 
United  States.  The  time  required  for  the  completion  of  the  sys- 
tem will  depend  upon  the  rate  at  which  the  necessary  federal 
funds  are  provided,"  says  a  statement  issued  by  the  Bureau  of 
Public  Roads,  United  States  Department  of  Agriculture,  which 
administers  federal-aid  money. 

"An  idea  of  what  these  roads  will  mean  to  the  country  can 
be  gained  by  studying  the  effect  of  roads  built  in  recent  years 
and  picturing  what  would  happen  should  they  be  torn  up  and 
left  in  their  former  condition. 

"Should  these  roads  go  back  to  their  former  state  and  the 
motor  vehicles  which  have  come  with  them  disappear  there 
would  be  many  changes.  Many  suburbanites  would  have  to 
move  into  the  city  and  there  would  be  a  decrease  in  value  of 
suburban  real  estate.  Cities  would  have  trouble  in  getting  their 
fresh  milk  and  food  supply.  Much  farm  land  would  decrease 
in  value  and  the  effect  on  rural  social  life  would  be  serious.  In 
fact,  motor  vehicles  and  the  roads  on  which  to  use  them  form 
such  an  important  part  of  our  economic  and  social  life  that  it 
is  hard  to  picture  to  the  full  extent  what  would  happen. 

"Since  all  this  dependence  on  highway  transportation  has 
come  in  a  brief  period  of  years  and  with  the  construction  of 
115,000  miles  of  surfaced  highways,  60,000  of  which  are  on  the 
proposed  federal-aid  highway  system,  it  can  be  understood  what 
further  changes  will  take  place  as  the  system  grows  to  180,000 
miles  in  length  and  other  roads  are  built  branching  out  from  it." 

STATE   REGULATION   OF   MOTOR  VEHICLES 

The  Motor  Vehicle  Conference  Committee,  366  Madison  Ave- 
nue, New  York,  has  issued  a  pamphlet  containing  a  summary  of 
state  laws  relating  to  regulation  of  motor  vehicle  common 
carriers  and  of  bills  on  this  subject  pending  before  state  legis- 
latures, March  1,  1922. 
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Current  Topics 

in  Washington 


Simplification  of  Tariffs. — Simplification  of  tariffs  has  been 
regarded  by  many,  as  more  or  leas  of  a  Joke.     The  tariff  men 
of  the  Commission  do  not  think  so.     Simplification  means  sim- 
plification to   them  and  it  Is  as  definite  as  the  multiplication 
table.    Most  tariff  men  outside  the  Commission  have  also  had 
a  definite  notion  that   simplification   would  not  be  so  hard  to 
attain   If  there  were  real  determination   to  bring   it  about.    At 
present,  it  has  been  pointed  out.  many  of  the  tariffs  supposed 
plainly   to  state  rates,   fares,  and   charges,  are  nothing  but  a 
collection  of  rules  for  the  making  of  tariffs  and  not  tariffs,  such 
as   the  law  contemplate!).    For  instance,   the  rule  In   the  con- 
demned Nashville.  Chattanooga  A  St.  Louis  and  Countiss  tariffs 
making   the  lower  combination   applicable,   if  followed   out   by 
the  tariff  makers,  would  result  in  publication*  which,  in  letters 
and   figures  would  show  the  shipper  the   lowest  possible  com- 
bination.   The  law  tells  him  he  is  entitled  to  the  lowest  rate, 
which,  in  many  instances.  Is  the  lowest  combination.    Such  a 
tariff,  therefore,  it  might  be  argued,  was  no  more  than  a  reitera- 
tion of  the  law,  and  not  a  compliance  therewith.     With  regard 
to  the  N.  C.  &  St.  L.  tariff.  It  sets  forth  rates  from  400  points 
of  origin  to  all  the  Ohio  and  Mississippi  River  crossings,  and 
the  rates  from  those  crossings  to  10.000  destinations  and  the 
injunction:     "Find  the  lowest  and  that  Is  what  you  are  looking 
for.    Then  use  it."    According  to  the  view  of  those  in  the  Com- 
mission  most  concerned  with   the  move  toward  simplification, 
the   tariff   publishing  agent    has   not   completed   hi*   work   until 
he  has  found  the  lowest  combination  and  set  a  figure  down  to 
•how  what   they  charge  will   be  on   a  carload  of  lumber  from 
a  point  of  origin  in  Georgia  to  Marlon.  O.    The  point  in  that 
ill--  clerks  in  the  tariff  publishing  agent's  office  know  the  lowest 
combination   and   should   set    It   down   on   paper.    Shippers,  of 
course,   are   supposed   to   be   interested   In    knowing   the   basis 
on  which  the  rates  are  made,  but  they  could  get  along  without 
that  information  more  satisfactorily  than  without  the  exact  fig- 
ure.    With  regard  to  the  Iceland  tariffs,  which  Involve  the  use 
of   the  lowest   combination,   complicated  with    the  use  of  three 
classifications,  it  has  been  suggested.  Mr.  Iceland  knows  which 
gateway   will   make   the   lowest   after   he   ha*    matched   up   the 
rates  and  the  classifications  and  the  law  makes  It  the  duty  of 
his  principals  to  set  down   In   black  and  white  the  result  ob- 
tained from  the  use  of  his  rule  In  dealing  with  the  thousands 
of  names  and  figure*  carried  in  his  tariff,  presumably  as  land- 
marks for  the  guidance  of  th>>  one  lost  in  the  Inland  swamps. 
There  is  greater  lenity  of  view  with   regard   to  tariffs  naming 
arbitrages  to  be  appllpd  to  traffic.     Arbltrarles  to  be  added,  or 
differentials   to  be  subtracted   from   specific   rates,  to  ascertain 
the  rates  to  other  point*,  do  not  require  the  use  of  differential 
calculus. 


The  SUgo  Iron  Company  Case.  Alone  the  same  line  of 
thought,  if  might  be  suggested  that  If  the  Railroad  Admlnlstra- 
"on  ;n  upsetting  the  Commission's  view  as  to  what 

Is  right,  as  set  forth  in  Its  decision  In  the  Sllgo  Iron  Store 
Company  case.  th.r.  »ui  be  shipper*  convinced  that  It  will  be 
In  order  for  them  to  doubt  every  statement  made  In  a  tariff. 

In  one  of  the  tariffs  Involved  In  that  case,  the  Railroad  A 

Istration.  through  the  Santa  Fe.  heM  out  the  promise  to  the 
shipper  that  If  he  would  forward  his  smithing  coal  over  Its 
line,  only  one  of  the  Increases  commanded  by  General  Order 
No.  28  would  be  made  on  the  through  movement.  The  Railroad 
Administration  maintains  that  the  publication  by  one  line  could 
not  bind  the  others  because  the  rules  of  the  Commission  dis- 
tinctly require  something  more  than  the  insertion  of  a  rule  or 
rate  by  one  carrier  to  bind  another.  Admitting  that  It  was  the 
Intention  of  th«>  Director-General  to  have  but  one  Increase  ap- 
plied to  a  combination.  Its  attorneys  point  out  the  order  dl- 

mg  thp  publication  of  the  rule  specifically  exempted  It  from 
application  to  coal  and  coke.  They  contend  that  the  Intention 
of  the  Director  r;«neral  is  not  the  thing  to  use  as  a  foundation, 
actually  did  The  Commission,  when  It  acted 
through  Division  No.  1.  did  not  spenk  of  the  Intention  of  the 
Mr'  r»l.  but  based  Its  holding  that  the  shipment  was 

overcharged  on  the  fact  that  the  Santa  Fe  tariff  held  out  to 
the  shipper  that  only  one  factor  In  the  combination  would  be 
Increased,  and  said  that  offering  would  have  to  be  protected. 
Mr.  Flnerty  contends  that  If  It  had  been  a  legal  publication 
and.  therefore,  enforceable,  there  would  be  no  necessity  for  an 
order  requiring  the  protection  of  tlie  rale,  because  the  law 
would  require  It. 

Excitement  Over  Tariff  Bill.— Almost  any  one  who  has  had 

1    p*f>'  'h    railroad    rates   will   smile   over   the   exclte- 

olltan  newspapers  make  over  a  customs  tariff 

he  bill  put  before  the  Senate  a  few  days  ago  will  raise 


not  more  than  $100,000.000  more  than  the  existing  law.  A  five 
per  cent  reduction  in  railroad  rates,  fares,  and  charges  would 
mean  a  reduction  in  the  freight  bill  of  the  country  of  something 
like  $275,000,000,  using  the  words  "freight  bill"  to  cover  all 
money  paid  on  rates,  fares,  and  charges.  Not  one-tenth  of  the 
one  per  cent  of  the  attention  that  is  devoted  by  New  Yorkers 
to  a  customs  tariff  bill  is  given  by  them  to  a  proposal  to  raise 
or  lower  freight  rates.  Yet  New  York  delights  to  talk  about 
Main  Street  and  intimate  that  the  rest  of  the  country  is 
provincial.  New  York  is  the  home  of  the  importer  and  ex- 
porter, the  men  who  act  as  merchants  conducting  a  part  of 
a  foreign  trade,  which,  in  normal  times,  is  much  less,  in  value, 
than  the  amount  of  money  paid  to  American  railroads  for  carry- 
ing the  foreign  and  domestic  trade.  Since  the  beginning  of 
the  war  the  foreign  trade  has  been  larger,  in  value,  than  the 
country's  freight  bill,  but  for  last  year  it  was  not  very  much 
greater.  Import  ar.d  export  customs  tariff  rates  constitute 
"local  stuff"  for  New  York,  and  the  New  York  newspapers,  as 
a  rule,  get  much  excited  about  It. 


Relationship  of  Atlantic  Port  Rates. — A  problem  in  prophecy 
seems  to  have  been  presented  for  the  consideration  of  traffic 
men  when  O.  S.  Lewis,  of  the  Baltimore  &  Ohio,  testified  that 
the  question  of  the  relation  of  rates  from  and  to  the  Atlantic 
ports  arose  the  year  the  Baltimore   &   Ohio  extended  its  line 
to   Parkersburg,   Va.     That  was  in   1857,  before   there  was  any 
\V<  st   Virginia  to  tack  on  to  the  names  of  the  Virginia  cities, 
such  as  Parkersburg,  situate  on  the  Ohio.    The  problem,  it  is 
suggested,  is  to  say.  seeing  that  the  question  has  been  one  of 
greater  or  lesser  vitality  ever  since  that  year,  when  it  will  be 
settled.     Had   the   Pennsylvania  been   permitted   to  continue  its 
absorption  of  the  older  road,  it  might  not  be  as  intensely  vital 
now  as  it  sometimes  seems.    But  the  government  stopped  con- 
solidations of  that  kind  which  it  is  now  commanding  the  Com- 
mission to  revive.    If  consolidation  of  railroads  removes  prob- 
lems of  that  kind,  the  query  is  as  to  how  long  it  will  be  after 
consolidations   before   communities   arise  to  say  they  will   not 
be  deprived  of  the  advantages  of  their  location  simply  because 
the   railroads   have   been   consolidated,   but   will   take   steps  of 
their  own   to  obtain   the  fruits  of  their  location.    Perhaps  all 
rates  will  then  be  put  on  a  strictly  mileage  basis,  so  that  mere 
miles,  regardless  of  altitudes,  will  determine  the  extent  of  a 
market   in    which   a   community   may   trade.    Suggestions   that 
consolidations  will  stop  such  rivalries  as  are  bound  up  in  dis- 
putes about  the  relationship  of  rates,  necessarily,  are  based  on  the 
assumption  that  steam  railroads  will  continue  to  be  the  chief 
agencies  of  transportation  and  that  the  motor  vehicle  and  the 
flying  machine  are  always  to  be  subordinate  to  the  steam  engine 
operating  on  a  fixed  track.    The  probabilities  are  that  the  ques- 
tion of  differentials  is  older  than   the  entry  of  the  Baltimore 
A    Ohio    Into    Parkersburg.    There    was    transportation    to   the 
Ohio  River  before  that  time.    The  wagons  on  the  national  road 
and  the  boats  on  the  Chesapeake  &  Ohio  Canal  carried  stuff  to 
the  Ohio  and  it  is  believed  that,  if  records  were  available,  It 
would  be  found  that  the  question  of  relationship  was  in  exist- 
ence before  the  Baltimore  A  Ohio  ever  got  away  from  Baltimore. 


Regulation  Legislation. — Regulation  of  rates  to  be  collected 
by  common  carriers  Is  not  one  of  the  things  invented  by  the 
moderns.  Babylonia  regulated  the  rates  that  might  be  charged 
by  the  common  carriers  by  camels  and  some  of  the  penalties 
violation  of  the  laws  of  the  day  when  Mesopotamia  was  not 
idate  territory,  but  the  very  heart  of  civilization  and  world 
control,  would  make  Judge  Landls's  fine  of  $29,000,000,  as- 
sessed, but  never  collected,  against  the  Standard  Oil  Company, 
rather  pale  by  comparison.  Some  day,  it  is  suggested,  some 
traffic  man  will  compile  the  literature  on  the  subject  of  regu- 
lation that  will  go  back  a  bit  farther  than  the  enactment  of 
the  railway  and  canals  act  of  1845  by  the  British  parliament. 
Legislators,  as  a  rule,  do  not  like  to  give  credit  to  their  prede- 
cessors when  they  propose  an  addition  to  the  statutes;  hence 
there  Is  little  history  of  that  kind.  American  lawmakers,  it  IB 
suspected,  are  the  worst  offenders.  Many  of  them  even  try  to 
hide  the  fact  that  they  did  not  write  the  bills  they  introduced. 
Therefore,  many  of  their  constituents  think  them  wonders  of 
wisdom  on  account  of  the  proposals  they  have  submitted. 
Nearly  all  newspaper  correspondents  know  the  member  of  the 
House  or  Senate  who  introduces  a  bill  is  not  the  author  of  it 
more  than  once  In  500  times.  When  a  Senator  or  Representa- 
tive introduces  a  bill  bearing  on  the  regulation  of  common  car- 
riers he  makes  a  great  "stall"  about  being  too  busy  to  explain 
the  bill  in  detail  when  he  Is  asked  by  any  one  whose  questions 
indicate  to  him  that  the  questioner  knows  something  about  the 
subject.  Most  of  the  bills  of  greatest  Interest  to  readers  of 
The  Traffic  World  are  not  understood  by  those  who  Introduce 
them.  They  are  usually  the  work  of  some  one  In  the  Commis- 
sion or  a  commerce  lawyer.  As  a  general  thing  a  Senator  or 
Representative  who  has  Introduced  a  bill  of  that  kind  is  un- 
willing to  give  the  name  of  the  author,  lest  he  find  himself  in 
the  hot  water  produced  by  the  allegation  that,  by  Introducing 
the  bill,  he  has  shown  that  he  serves  "the  Interests"  and  not  the 
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"plain  people."  In  other  countries,  especially  those  having  "re- 
sponsible" governments,  the  bills  are  all  introduced  by  repre- 
sentatives of  the  "government,"  or,  as  it  would  be  called  in  this 
country  "the  administration,"  which  relieves  the  individual  law- 
maker of  responsibility  for  any  proposal.  A.  E.  H. 


AGRICULTURAL  INQUIRY 

The   Traffic    World    Washington   Bureau 

The  forthcoming  report  to  Congress  of  the  joint  commission 
of  agricultural  inquiry  will  disclose  a  mass  of  facts  and  figures 
bearing  on  the  relation  of  transportation  to  agriculture  and  in- 
dustry. 

Chairman  Sydney  Anderson  of  Minnesota,  speaking  for  the 
commission,  said: 

We  are  convinced  that  the  inquiry  concerning  transportation 
has  had  a  wider  scope  and  has  done  further  than  any  such  In- 
vestigation heretofore  made.  Having  in  hand  all  the  available 
data  heretofore  procured  by  governmental  bodies  and  private 
agencies,  we  have  prone  direct  to  original  sources  of  information 
as  to  transportation,  agriculture  and  industry,  and  have  obtained 
a  great  body  of  interesting,  useful  and  suggestive  information. 

The  collecting  and  assembling-  of  the  data  which  the  report 
will  contain  required  the  combined  efforts  of  more  than  l.fiOO  per- 
sons and  the  circulation  of  more  than  250.000  questionnaires. 
Since  August  1,  1921,  the  joint  commission's  transportation  divi- 
sion has  been  continuously  busy  at  Washing-ton  and  throughout 
the  country  gathering,  weighing,  sifting  and  correlating  data 
bearing  on  the  subject  of  this  part  of  the  report. 

One  hundred  fifteen  committees  representing;  agriculture  and 
industry  were  established  and  those  in  turn  appointed  sub-com- 
mittees in  various  parts  of  the  country  to  the  number  of  about 
200.  The  men  appointed  to  these  committees  and  sub-committees 
were  selected  with  special  reference  to  their  technical  knowledge 
and  skill  and  their  practical  experience.  Similarly,  executive 
committees  of  transportation  were  formed  with  .sub-committees 
in  all  sections. 

These  committees,  in  co-operation  with  the  transportation 
division  at  Washington,  worked  out  the  questionnaires  forwarded 
by  the  commission  and  returned  them  with  the  results  of  their 
analysis  to  the  commission.  The  data  and  the  tentative  findings 
were  then  reviewed  by  an  advisory  board  consisting  of  accredited 
representatives  of  the  three  great  branches  of  our  economic  life. 

Further,  the  joint  commission  has  had  the  active  and  effec- 
tive co-operation  of  the  various  governmental  commissions,  de- 
partments and  bureaus  and  of  the  farm  organizations,  railway 
organizations,  and  privte  industrial  organizations,  all  of  which 
have  assisted  in  securing,  analyzing  and  correlating  the  data. 

According  to  Chairman  Anderson,  the  report  will  include 
a  score  or  more  of  distinct,  broad  and  far-reaching  recommenda- 
tions to  Congress,  bearing  chiefly  on  governmental  contracts 
with  all  transportation  systems  and  agencies,  and  about  an  equal 
number  of  findings  and  conclusions  addressed  to  transportation 
management  and  to  producers  and  shippers. 

"The  joint  commission  has  not  attempted,"  said  Mr.  Ander- 
son, "to  make  any  recommendations  to  Congress  except  where 
it  has  the  power  to  legislate  and  where  necessity  for  legislation 
or  the  revision  of  legislation  definitely  exists. 

"The  report  is  near  enough  to  completion  to  warrant  the 
general  statement  that  the  commission  is  convinced  that  trans- 
portation requires  constructive  and  helpful  governmental  and 
public  treatment  rather  than  repressive  or  restrictive  regula- 
tion. We  are  convinced  that  whatever  else  may  be  or  can  be 
done  by  Congress  or  the  government  to  help  all  business,  in- 
cluding agriculture,  to  readjust  and  stabilize  itself,  transporta- 
tion is  a  vital  factor  and  must  be  dealt  with  equitably  and  con- 
structively if  the  country  is  to  go  forward  and  prosper." 


COMMISSION  SPLIT  ON  RATE  CASE 

The   Traffic   World    Washington   Bureau 

The  second  week  of  April  has  passed  without  a  sign  indicat- 
ing that  the  Commission  has  reached  a  conclusion  as  to  what 
should  be  done  with,  to,  or  for  the  freight  rate  structure  on  ac- 
count of  facts  brought  out  in  its  general  rate  inquiry  lasting 
from  early  December  to  early  March.  The  first  week  in  April 
stood  out  because  Commissioner  Esch,  in  a  talk  to  his  former 
colleagues  on  the  House  committee  on  interstate  and  foreign  com- 
merce, said  an  early  decision,  perhaps  in  the  first  week  of  April, 
might  be  expected. 

There  was  never  a  time  when  informed  men  thought  there 
was  a  possibility  of  action  with  regard  to  passenger  fares  other 
than  the  removal  of  the  surcharge  for  transportation  in  a  sleep- 
ing or  parlor  car.  That  possibility,  however,  has  always  been  so 
small  that  it  was  extreme  courtesy  to  say  It  existed  at  all. 

At  the  time  this  was  written  the  understanding,  widespread 
among  those  having  a  fair  acquaintance  with  the  work  of  the 
Commission,  was  that,  roughly  speaking,  it  was  divided  into 
three  schools  of  thought.  Four  members  were  understood  to  be 
of  the  opinion  that,  under  the  law  and  the  testimony  showing 
net  earnings  to  be  well  under  6  per  cent,  an  order  requiring  any 
rates  to  be  reduced  could  not  be  entered  without  violating  the 
spirit  if  not  the  letter  of  section  15  (a).  Four  were  understood 
to  be  of  the  opinion  that  a  small  general  percentage  reduction 
could  be  ordered  and  the  act  of  the  Commission  defended  on  the 
ground  that  lower  rates  would  stimulate  business  to  such  an  ex- 
tent that,  instead  of  reducing  the  net,  the  lower  rates  would  in- 
crease it.  The  other  three  were  understood  to  think  reductions 
on  "basic  commodities"  were  warranted,  without  a  definite  agree- 


ment as  tq  what  should  be  included  in  the  list  as  such  com- 
modities. 

On  such  a  showing,  the  most  obvious  inference  to  be  drawn 
it  is  believed  was  that  the  outcome  of  the  case  would  be  an  or- 
der reducing  some  rates.  But  that  some  reductions  were  to  be 
expected  was  taken  for  granted  the  minute  the  inquiry  was  or- 
dered. The  reason  for  such  a  conclusion  is  to  be  found  in  the 
fact  that  reductions  were  ordered  in  the  western  grain,  live  stock, 
and  southern  hardwood  cases  and  also  in  the  fact  that  the  Com- 
mission, acting  unofficially,  used  its  influence  to  bring  the  rail- 
road executives  to  the  conclusion  that  it  would  be  good  policy 
for  them  to  make  a  10  per  cent  reduction  in  rates  on  agricultural 
products,  which  was  done  January  1.  Some  railroad  executives, 
after  the  conferences  that  resulted  in  the  determination  to  make 
the  reduction  on  agricultural  products,  had  an  idea  the  Commis- 
sion would  reopen  Ex  Part  74,  conduct  a  hearing,  and  an- 
nounce a  conclusion  that  the  railroads  could  not  stand  any  re- 
ductions other  than  those  already  ordered  and  the  one  they  an- 
nounced they  would  make  on  agricultural  products. 

In  view  of  the  understanding  of  the  4-4-3  division,  that  view 
was  more  of  a  hope  than  a  forecast  as  to  what  a  survey  of  the 
minds  of  the  commissioners  would  show. 

Soon  after  the  idea  got  abroad  that  the  commissioners  were  di- 
vided 4-4-3,  reports  began  circulating  that  the  Commission,  in  its 
conferences,  had  already  decided  to  make  reductions.  One  of  the 
commonest  reports  was  they  had  decided  on  cutting  15  per  cent 
off  the  coal  rates.  Another  common  one  was  they  had  decided  to 
reduce  iron  ore  rates  20  per  cent.  Confirmation  was  impossible 
because,  even  if  the  seven  favoring  reductions  had  reached  a  con- 
clusion, it  would  be  held  secret,  under  the  rules  of  the  Commis- 
sion, until  the  body  was  prepared  to  make  a  complete  report. 

Fifteen  per  cent  off  coal  would  result  in  an  average  reduc- 
tion of  about  35  cents  a  ton,  the  average  rate  having  been  figured, 
by  George  M.  Shriver,  vice  president  of  the  Baltimore  &  Ohio, 
at  about  $2.27.5  a  ton.  In  money  it  would  mean,  it  is  believed, 
something  between  $42,000,000  and  $48,000,000.  A  20  per  cent 
reduction  in  rates  on  iron  ore  would  bring  these  rates  to  the 
level  proposed  by  the  railroads  in  the  tariffs  filed  to  become  op- 
erative, but  suspended,  as  to  local  rates  from  trunk  line  mines, 
April  1,  and  as  to  ex  lake  ore,  April  17. 

The  decision,  apparently,  will  be  made  by  the  seven  favoring 
reductions,  although  it  is  not  improbable  that  the  selection  of 
the  commodities  on  which  reductions  are  made,  in  the  end,  be 
made  by  the  four  who  are  understood  to  contend  that  the  facts 
do  not  warrant  any  reductions.  That  is  to  say,  it  is  conceivable 
that  when  the  seven  begin  trying  to  make  up  a  list  on  the  com- 
modities to  take  lower  rates  the  four  who  oppose  reductions  will 
be  able  to  become  the  deciding  voices.  It  is  understood  that  the 
three  who  favor  reductions  on  some  commodities  do  not  agree 
on  the  ones  to  be  favored.  It  is  also  recognized  that  the  four 
favoring  a  reduction  on  the  whole  list  may  not  agree  that  if  there 
is  to  be  a  selected  list,  it  shall  be  constituted  as  indicated  by  the 
three  favoring  reduction  in  that  limited  way. 


BARGE  LINE  ROUTES 

Another  chapter  of  the  effort  of  the  War  Department  to  put 
its  barge  line  on  the  Mississippi  and  Warrior  Rivers  on  a  basis 
equal  with  the  railroads,  so  far  as  through  routes  and  divisions 
are  concerned,  was  written  at  Chicago,  before  Examiner  J.  Edgar 
Smith,  where  hearing  was  begun,  April  13,  on  No.  13290,  Secre- 
tary of  War,  operating  Mississippi-Warrior  service  vs.  Aberdeen 
&  Rockfish  et  al.  The  issues  in  the  case  supplemented  those  in- 
volved in  dockets  No.  11892  and  No.  11893,  now  pending,  in 
which  the  Secretary  of  War  asked  the  Commission  to  order  the 
establishment  of  joint  through  rail-and-water,  water-and-rail,  and 
rail-water-and-rail  rates  between  points  in  the  Mississippi  Valley, 
adjoining  the  parts  of  that  river  served  by  the  barge  line,  ana 
to  prescribe  just  and  reasonable  divisions. 

The  present  effort  seeks  the  establishment  of  joint  rates  as 
described  from  and  to  all  points  in  the  United  States,  where 
joint  through  rail  rates  apply,  via  the  barge  line,  at  rates  lower 
than  the  all-rail  rates  by  20  per  cent  of  the  rail  rate  for  thai 
part  of  the  haul  performed  by  the  barge  line. 

Although  the  present  case  involves  much  more  territory  than 
the  original  cases,  the  presentation  of  testimony  was  greatly 
simplified  by  a  statement  by  Luther  Walter,  attorney  for  the 
barge  line,  to  the  effect  that  such  divisions  as  the  Commission, 
may  prescribe  in  the  cases  heard  last  summer  will  be  satisfactory 
to  the  Secretary  of  War,  In  case  through  rates  are  ordered  as 
prayed  for.  This  eliminated  all  of  the  extremely  technical  tes- 
timony that  kept  the  opposing  parties  wrangling  for  a  week  or 
more  in  the  previous  cases.  The  divisional  question  seemed, 
also,  to  be  the  main  stumbling  block  for  the  carriers,  and  it  was 
expected  that  the  barge  line  attorney's  statement  would  shorten 
the  carrier's  case  in  proportion.  The  barge  line  entered  its  side 
of  the  case  before  Examiner  Eddy  at  New  Orleans  some  weeks 
ago.  Railroad  testimony  only,  and  such  rebuttal  as  the  water 
carrier  wished  to  make  was  to  be  put  in  at  Chicago. 


You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 
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Decisions  of  Interstate  Commerce  Commission 


FRUIT  SWITCHING  AT  CHICAGO 

In  a  report  on  I.  and  S.  No.  1456,  proposing  the  elimination 
of  the  Green  Fruit  Auction  Company  from  the  list  of  industries 
served  by  the  Chicago,  Milwaukee  A  St.  Paul  in  Chicago,  opinion 
No.  7509.  68  I.  C.  C.  89-91,  the  Commission  held  the  Milwaukee 
had  justified  its  proposal  and  vacated  its  order  of  suspension  as 
of  April  18.  The  object  was  to  put  the  expense  of  delivering 
can  of  fruit  consigned  to  or  from  the  auction  company's  place 
of  business,  ria  lines  other  than  the  Milwaukee,  on  the  lines  bav- 
in* the  road  haul  or  on  the  traffic  itself.  At  present  the  cost  of 
switching  is  borne  by  some  of  the  connecting  lines  or  by  the 
Milwaukee.  That  expense  is  8.5  cents  per  100  pounds.  In  de- 
fense of  Its  proposal,  the  Milwaukee  said  it  desired  to  put  itself 
on  equality  with  the  Illinois  Central  and  the  Chicago  *  North 
Western,  which  also  serve  fruit  auction  companies.  They,  it 
i>ald.  did  not  absorb  the  cost  of  bringing  cars  from  other  lines 
or  of  taking  the  reconsignc-d  fruit  to  them.  Protest  was  made 
by  the  American  Fruit  *  Vegetable  Shippers'  Association  and 
others  with  a  view  to  preventing  Increases  in  the  costs  of  get- 
ting fruits  and  vegetables  to  and  from  the  auction  house. 


RATE  ON  CEDAR  SHINGLES 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  cedar  shingles,  from  the  west  coast  group  In  OreKon.  Wash- 
ington and  British  Columbia  to  destinations  In  the  middle  west 
as  far  east  as  Chicago  and  St.  Louis,  has  been  made  In  No 
Rloedel  Donovan  Lumber  Mills  et  al.  rs.  Ann  Arbor,  Director- 
General  et  al..  opinion  No.  7511.  68  I.  C.  C.  95-7.  Reparation  is 
to  be  made  on  shipments  moving  between  January  15.  1916,  and 
the  beginning  of  federal  control.  While  the  Director-General 
was  made  a  party  to  the  suit,  the  hearing  developed  that  no 
claims  for  reparation  were  being  made  on  shipments  moving 
during  federal  control. 

In  West  Coast  Lumberman's  Association  vs.  A.  &  \V..  44 
I.  C.  C.  443.  decided,  April  24,  1917.  the  Commission  condemned 
as  unreasonable  a  rate  of  67  cents  and  prescribed  a  rate  of  65 
cents  for  the  future.  Reparation  was  awarded  on  shipments 
which  moved  after  January  15.  1916.  For  one  reason  or  another 
ih>-  effective  date  was  put  off  so  the  <'•'•  cent  rate  was  never  made 
operative.  In  General  Order  No.  2>  'lit-  •::  •  nt  rate  was  In 
creased  to  72  cents.  In  October.  192".  npon  petition  of  some  of 
the  carriers,  the  Commission  Issned  a  permissive  order  allowing 
the  defendants  In  that  case,  including  the  Director-General,  to 
refund  down  to  the  basis  of  the  (5  cent  rate  No  refunds,  how- 
ever, were  made. 

In  December.  1920.  the  complainants  In  this  case  begun 
action.  They  were  not  parties  to  the  earlier  case,  but  they  de- 
manded reparation  on  account  of  the  rate  condemned  In  the 
earlier  case  and  for  the  period  involved  In  that  case.  The  de- 
fendants raised  the  question  of  jurisdiction  on  account  of  the 
lapse  of  time,  but  the  Commission  held  against  them  on  thai 
point  and  then  reiterated  the  decision  made  In  the  earlier  case. 
In  which,  according  to  the  report  In  this  case,  no  refunds  have 
yet  been  made. 

On   the  ground   that  the  charging  of  an  unreasonable  joint 


to  the  attention  of  the  carriers,  however,  they  made  no  attempt 
to  justify  it. 

The  upward  revision  suggestion  is  to  be  found  in  a  declara- 
tion in  the  Commission's  report  that  "compliance  with  this  find- 
ing will  not  necessarily  require  a  reduction  in  the  rate  from 
Mason  City  to  Duluth."  The  rate  from  Mason  City  to  Duluth 
is  the  full  fifth  class  of  37  cents.  From  Chicago,  Cudahy  and 
Milwaukee  there  is  a  commodity  rate  of  34  cents.  From  St. 
Paul  to  Duluth  there  is  another  commodity  rate,  one  of  only 
17  cents,  for  a  distance  equal  to  59  per  cent  of  the  distance 
from  Mason  City  to  Duluth.  That  last  mentioned  rate  is  to  be, 
under  the  terms  of  the  Commission's  findings,  not  more  than 
15  cents  less  than  the  rate  from  Mason  City.  To  bring  that 
rate  into  line  with  Mason  City,  disregarding  the  finding  with 
respect  to  the  Chicago  rate,  would  require  the  carriers  to  in- 
crease it  to  22  cents.  But  the  Mason  City  rate  to  Duluth  is 
not  necessarily  required  to  be  reduced.  Compliance  with  the 
finding,  therefore,  could  be  made  by  increasing  the  commodity 
rates  from  St.  Paul  to  22  cents  and  adding  3  cents  to  the  Chi- 
cago. Cudahy  and  Milwaukee  rate  of  34  cents. 

The  complaint  also  attacked  the  fresh  meat  rate  from  Mason 
City  to  Minneapolis,  hut  the  Commission  held  it  had  not  been 
shown  to  be  unduly  prejudicial.  It  also  held  no  damage  had 
been  shown  by  reason  of  the  unduly  prejudicial  character  of 
the  packing  house  product  rate  from  Mason  City  to  Duluth. 
This  complaint  was  filed  Immediately  after  the  Commission 
had  held,  in  a  complaint  by  the  same  firm,  59  I.  C.  C.  67,  that 
the  rates  under  attack  In  this  complaint  were  not  unreasonable. 

Commissioner  Hall  dissented,  largely  because  the  Commis- 
sion had  Ignored  the  fact  that  rates  from  Mason  City  and  from 
Chicago  were  and  are  parts  of  group  adjustments  and  allowed 
the  complainant  to  make  its  comparisons  from  and  to  selected 
points  of  origin  and  destination.  Such  comparisons,  he  said. 
were  not  helpful,  proving  nothing  respecting  the  lawfulness  of 
the  rates  or  the  reasonableness  of  the  groups.  He  also  said 
there  was  no  damage  from  the  adjustment  and  only  hazy  testi- 
mony as  to  the  competition. 


RATE  ON  COTTON  YARN 

Port  to  port  water  rates,  filed  with  the  Shipping  Board  and 
not  with  the  Commission,  by  steamship  lines  constituting  a 
part  of  a  system  of  transportation  taken  over  by  the  President, 
were  under  the  control  of  the  Commission,  while  the  government 
had  possession  of  such  a  system.  Therefore.  In  a  report  on  No. 
12014,  New  Bedford  (Mass.)  Board  of  Commerce  vs.  Director- 
Oeneral.  as  agent,  opinion  No.  7508.  68  I.  C.  C.  85-8.  it  held  un- 
reasonable In  any  quantity  rule  25  class  rate  of  25.5  cents  Im- 
posed on  a  large  number  of  less-than-carload  lots  of  cotton 
yarns,  on  beams  and  In  cases,  carried  by  water  from  New  Bed- 
ford Wharf  to  Pier  40.  North  River,  New  York,  between  April 
16  and  May  5,  1918,  and  ordered  reparation  to  the  basis  of  the 
subsequently  established  rate  of  15  cents. 

The  shipments  were  carried  by  the  New  England  Steam- 
ship Company,  a  part  of  the  New  Haven  system,  which  was 
being  operated  by  the  Director-General.  The  jurisdictional  point 


rate  Is  a  tort,  the  Commission,  in  it>  order  in  thliTcase "sal*  U»»      waB  r«i»«<1  *y  'he  steamship  lines,  but   the  Commission  called 


American  lines  that  participated  In  movement  from  British 
lurobla  were  liable  for  reparation,  notwithstanding  that  some  of 
••hipments  originated  In  British  Columbia,  quoting  Interna- 
tional Nickel  Co.  vs.  Director-General.  r>i>  i  c.  c  i.i>7.  decided  Feb- 
ruary 14.  1922.  In  that  case  It  held  the  complainant  was  entitled 
to  reparation  from  the  Director-General  because  the  rates  on 
which  the  freight  moved  were  joint  and  that  as  to  such  rates  the 
liability  of  the  parties  was  joint  and  several. 


PACKING  HOUSE  PRODUCTS  RATES 

An  upward  revision  of  packing  house  products  rates,  from 
Chicago,  Cudahy  and  Milwaukee,  serins  suggested  In  the  Com- 
mission's decision  In  No.  11578.  Jacob  E.  Decker  &  Sons  vs. 
Minneapolis  £  St.  Louis.  Inn  <  tor  c;«  m-ral  et  al.,  opinion  No. 
760»,  U  I.  C.  C.  84-9.  In  which  it  hold  the  rate  from  Mason  City, 
la.,  to  Duluth  unduly  prejudicial  to  the  extent  It  exceeds  the 
rates,  contemporaneously  In  effect  from  Chicago,  Cudahy  and 
Milwaukee.  It  held  the  rate  from  St.  Paul  to  Duluth  unduly 
prejudicial  to  the  extent  that  it  WB  mnr.  than  15  cents  less 
than  the  rate  from  Mason  City.  Thp  revision  Is  to  be  made 
not  later  than  July  1.  In  fourth  section  order  No.  8158,  based 
on  Hosmer's  application  No.  1851.  the  carriers  were  denied 


attention  to  the  language  of  section  206  (c)  of  the  transporta- 
tion act  about  the  right  of  the  shipper,  praying  for  reparation, 
to  file  his  complaint  with  the  Commission  if  the  charges  com- 
plained of  were  collected  "by  or  through  the  President."  It 
submitted  that  certainly  the  charges  complained  of  were  col- 
lected by  or  through  the  President.  It  also  called  attention 
to  the  fact  that  the  rate  had  been  filed  with  the  Shipping  Board 
and  not  with  it. 

Collection  of  the  higher  rate  was  brought  about  in  the 
twenty-day  period  by  the  refusal  of  the  Commission  to  allow 
the  railroads  to  increase  the  rates  on  cotton  yarn.  The  ship 
line  Increase,  not  being  under  the  control  of  the  Commission, 
went  Into  effect  and  remained  In  force  for  about  twenty  days 
before  being  brought  back  to  its  old  level. 


RATE    REDUCTIONS   REFUSED 

Applying  the  principle,  definitely  formulated  in  Its  report  on 
the  Henry  Ford  attempt  to  reduce  rates  on  coal  from  Ohio  mines 
without  regard  to  the  adjustment  made  in  the  Commission's  re- 
port on  I.  and  S.  No.  774,  that  "undue  prejudice  and  preference 
may  be  brought  about  as  readily  by  reducing  one  as  by  Increas- 
ing the  other  of  two  related  rates."  the  Commission  has  con- 


relief  for   rates   from    Mason   City,  through   ChiraKo.   to    Imltith.      demned  as  not  having  been  justified,  reductions  In  the  rates  on 


higher  than  the  rates  from  Chicago.  One  rout«>  from  Mason 
City  to  Duluth  l<i  through  Chicago.  The  fourth  section  appli- 
cation covering  that  situation  was  not  formally  assigned  for 
hearing  In  connection  with  this  complaint  When  It  was  brought 


rabUOMd  lead,  white  lead,  zinc  lead  white,  and  zinc  oxide  from 
Chicago,  and  other  points  in  Central  Freight  Association  terri- 
tory, to  New  York  and  other  points  east  of  Pittsburgh.  The 
condemnation  rests  squarely  on  the  fact  that  no  corresponding 
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reductions  were  made  in  the  westbound  rates  and  no  correspond- 
ing reductions  were  made  from  points  of  production  east  of  the 
Buffalo-Pittsburgh  line,  to  the  eastern  destinations. 

As  to  the  failure  to  propose  reductions  from  points  of  origin 
east  of  the  Buffalo-Pittsburgh  line  the  respondents  said  the 
changes  in  the  tariffs  were  compiled  by  the  Central  Freight  As- 
sociation which  had  no  authority  to  deal  with  tariffs  from  poiuts 
of  origin  east  of  Pittsburgh.  As  to  that,  the  Commission  said 
this  "lack  of  control  by  the  agent  does  not  excuse  its  principals." 

These  propositions  were  laid  down  in  a  report  on  I.  and  S. 
No.  1447,  sublimed  lead  to  trunk  line  points  (mimeographed  with- 
out page  or  opinion  numbers),  made  public  April  7.  The  pro- 
posal was  to  take  off  10  cents  per  100  pounds.  Had  the  schedules 
been  allowed  to  become  operative,  the  producers  of  the  white 
paint  pigments  specified,  at  Chicago  and  points  in  Central  Freight 
Association  territory,  would  have  been  able  to  send  their  products 
to  trunk  line  destinations  at  10  cents  per  100  pounds  less  than 
their  competitors  in  eastern  trunk  line  would  have  been  able  to 
send  their  product  to  Chicago  or  points  in  Central  Freight  As- 
sociation territory,  east  and  westbound  rates  now  being  the  same. 
The  greater  hurt,  however,  to  the  eastern  manufacturers  would 
have  been  in  the  rates  in  eastern  trunk  line  territory,  accord- 
ing to  the  Commission's  report.  The  spreads  would  have  been 
narrowed  so  that  the  manufacturer  at  St.  Louis  would  have  been 
able  to  get  Norfolk,  Va.,  for  only  a  half  a  cent  more  than  his 
competitor  at  Palmerton,  Pa.,  a  Philadelphia  rate  point  where  the 
principal  plant  of  the  New  Jersey  Zinc  Company  is  located.  That 
company  protested.  The  Eagle  Picher  Lead  Company  intervened 
in  behalf  of  the  proposed  lower  rates. 

The  Central  Freight  Association  undertook  the  justification 
of  the  reduction  on  the  ground  that  for  many  years  they  main- 
tained a  relationship  between  the  eastbound  rates  on  ores,  metal 
pig,  sublimed  lead,  and  white  paint  pigments;  that  the  rates  on 
sublimed  lead  had  been  substantially  the  same  as  those  on  lead 
and  zinc  ores;  that  since  1909  the  rates  on  paint  pigments  had 
been  the  same  as  those  on  sublimed  lead ;  that  the  rates  on  ores, 
concentrates  and  smelter  products  from  Montana-Utah  points  tt» 
Atlantic  seaboard  destinations  were  reduced;  that  reductions 
from  Mississippi  crossings  followed;  that  sublimed  lead  had 
merely  been  carried  forward  with  the  other  products;  and  that 
tariff  provisions  respecting  ores  and  concentrates  had  brought 
about  the  reductions  on  the  paint  pigments  other  than  sublimed 
lead. 

Among  the  contentions  of  the  carriers  was  that  inasmuch 
as  they  were  proposing  reductions  they  were  under  no  burden 
of  proof  to  justify  what  they  had  proposed,  and  that  the  suspen- 
sion had  been  improperly  made. 

"The  proponent  of  a  change  in  lawfully  existing  rates  must 
be  prepared  to  justify  the  change,  if  called  in  question,"  said 
the  Commission  in  answer  to  that  contention.  "The  interstate 
commerce  act  provides  for  prevention  as  well  as  for  cure.  Undue 
prejudice  and  preference  may  be  brought  about  as  readily  by 
reducing  one  as  by  increasing  the  other  of  two  related  rates. 
Coal  from  Detroit,  Toledo  &  Ironton  R.  R.  mines,  64  I.  C.  C.  564." 


SAND  AND  GRAVEL  RATES 

The  Commission,  in  a  report  on  I.  and  S.  No.  1437,  rates  on  sand 
and  gravel  from  Wolcottville,  Ind..  to  Chicago,  opinion  No.  7510, 
68  I.  C.  C.  92-5,  held  increases  proposed  by  the  carriers  to  have 
been  justified  and  that  the  protestant,  Northern  Indiana  Sand 
&  Gravel  Company  was  at  a  disadvantage,  which  the  railroads 
could  not  be  required  to  equalize.  The  increases  were  to  98 
cents  for  Wabash  deliveries;  $1.26  to  industries  on  connecting 
lines  and  $1.40  for  team  track  deliveries  on  connecting  lines. 

The  report  also  covers  I.  and  S.  No.  1464,  restricting  the 
application  of  rates  on  sand  and  gravel  on  traffic  originating  on 
the  Wabash.  The  schedules  involved  in  that  case  proposed 
changing  the  Lowrey  switching  tariff  so  as  to  except  from  the 
application  of  that  tariff  to  shipments  from  points  on  the  Wabash 
originating  outside  of  the  switching  district. 


RATE  ON  STOCK  CATTLE 

Relief  from  an  unreasonable  rate  of  35  cents  on  range 
cattle  shipped  from  Kansas  City  to  Oklahoma  City  in  1920  is 
to  be  given,  as  a  result  of  the  Commission's  decision  in  No. 
12563,  Healy  &  Co.  vs.  Missouri,  Kansas  &  Texas,  Director- 
General  et  al.,  opinion  No.  7503,  68  I.  C.  C.  45-6,  through  the 
waiving  of  undercharges.  The  cattle  were  shipped  in  February, 
1920,  and  paid  the  fat  cattle  rate,  although  the  rates  on  stock 
or  range  cattle,  in  that  part  of  the  country,  were  supposed  to 
be  made  on  the  basis  of  75  per  cent  of  the  fat  cattle  rate.  The 
complainant  paid  on  that  basis  and  then  filed  complaint,  with 
the  result  the  Commission  condemned  the  35-cent  rate  and 
directed  the  waiving  of  the  undercharge,  after  which  the  Com- 
mission dismissed  the  complaint.  The  reparation,  by  waiver 
of  the  undercharge,  will  be  to  the  basis  of  a  rate  established 
a  year  later. 


the  borough  of  Brooklyn  (opinion  No.  7409,66  I.  C.  C.  347-9). 
The  cancellation  was  proposed  by  the  New  Haven  on  the  ground 
that  the  rates  to  points  west  of  the  Hudson  were  on  too  low  a 
basis  to  warrant  holding  rates  to  Parkville,  Bay  Ridge,  Bath 
Junction,  Vanderveer  Park,  and  East  New  York,  as  maxima  on 
traffic  going  through  them  to  the  west  over  the  New  York  Con- 
necting via  the  Hell  Gate.  It  undertook,  some  time  before  filing 
to  suspend  schedules,  to  change  the  routing  of  traffic  so  that 
moving  on  first,  second  and  fourth  would  move  via  Oak  Point 
and  oar  float  to  Jersey  terminals,  and  the  other  classes  via  the 
bridge.  By  Cancelling  the  joint  rates  the  New  Haven  would 
have  increased  the  rates  to  the  stations  in  Brooklyn  borough 
from  7  to  14  cents  on  first  class;  6  to  11  on  second;  2.5  to  10 
on  third  and  5  to  7  on  fourth.  Fifth  class  traffic  would  have 
been  increased  from  half  to  cent  and  a  half  but  sixth  not  at  all. 


CANCELLATION    OF   JOINT    RATES 

The  Commission  has  held  as  not  justified,  in  report  on  \. 
and  S.  No.  1433,  the  cancellation  of  joint  class  rates  between 
New  Haven  stations  and  Long  Island  Railroad  stations  within 


INTERLOCKING  DIRECTORATES,  ETC. 

The  Commission  has  authorized  the  Right  Honorable  Lord 
Shaugnessy,  K.  C.  V.  O.;  Isaac  Gouverneur  Ogden;  William  Rob- 
inson Maclnnes;  Anthony  Douglas  MacTier;  George  Morris  Bos- 
worth;  Walter  Reginald  Baker,  C.  V.  O.,  and  Frederick  R.  Perry 
to  retain  their  positions  with  the  Minneapolis,  St.  Paul  &  Sault 
Ste.  Marie  Railway,  Sault  Ste.  Marie  Bridge  Company,  Duluth, 
South  Shore  &  Atlantic  Railway,  and  other  carriers. 

Holding  that  the  Pennsylvania-Ontario  Transportation  Com- 
pany is  not  a  carrier  within  the  meaning  of  that  term  as  used 
in  section  20a  of  the  act,  the  Commission  has  dismissed  the  ap- 
plication of  William  Robinsor  Maclnnes  and  Anthony  Douglas 
MacTier,  which  sought  authority  to  hold  positions  with  that  com- 
pany. 

The  Commission  has  authorized  officers  of  the  St.  Louis-San 
Francisco  Railway,  Chicago  &  Eastern  Illinois  Railway,  Chicago 
&  North  Western  Railway,  Gulf,  Mobile  &  Northern  Railroad, 
Pere  Marquette  Railway,  Pittsburgh  &  West  Virginia  Railway 
and  other  roads  to  retain  their  positions  with  those  roads. 

William  J.  Jackson  was  authorized  to  hold  his  positions  with 
the  Missouri  &  Illinois  Bridge  &  Belt  Railroad,  Southern  Illinois 
&  Missouri  Bridge  Company,  and  Chicago  &  Eastern  Illinois 
Railway  in  addition  to  positions  previously  authorized. 

George  Welwood  Murray  was  authorized  to  hold  the  posi- 
tions of  director  of  the  Denver  &  Rio  Grande  Western  Railroad, 
Western  Pacific  Railroad,  Chicago  &  Eastern  Illinois  Railway, 
and  Albany  &  Susquehanna  Railroad  in  addition  to  positions 
previously  authorized. 

The  Commission,  on  a  holding  that  the  Western  Pacific  Rail- 
road Corporation  is  not  a  carrier  within  the  meaning  of  the 
term  as  used  in  section  20a  of  the  act,  has  dismissed  the  applica- 
tion of  George  Welwood  Murray  which  sought  authority  to  hold 
the  position  of  director  of  that  corporation. 

Frederick  H.  Ecker  was  authorized  to  hold  the  position  of 
director  of  the  Chicago  &  Eastern  Illinois  Railway  in  addition 
to  positions  previously  authorized. 

Charles  MacVeagh  was  authorized  to  hold  the  positions  of 
counsel  of  the  Duluth,  Missabe  &  Northern  Railway,  Duluth  & 
Iron  Range  Railroad  and  about  38  other  carriers  and  of  presi- 
dent and  director  of  the  Northern  Pacific  Railroad. 

Officers  of  the  New  York  Central  Railroad,  Cleveland  Union 
Terminals  Company  and  New  York,  Chicago  &  St.  Louis  Rail- 
road were  permitted  to  retain  their  positions. 

O.  P.  Van  Sweringen,  M.  J.  Van  Sweringen,  J.  J.  Barnet, 
Lewis  A.  Bell  and  Frank  J.  Jerome  were  authorized  to  hold 
their  positions  with  the  Cleveland  Union  Terminals  Company, 
in  addition  to  positions  previously  authorized. 

The  Commission  has  authorized  Eugene-  Wright  to  hold 
positions  with  the  Long  Island  Railroad,  Glendale  &  East  River 
Railroad,  New  York  &  Rockaway  Beach  Railroad  and  others. 

George  J.  Adams,  M.  W.  Clement,  C.  M.  Davison,  Benj.  Mc- 
Keen,  A.  J.  County  and  Spencer  C.  Gilbert  have  been  authorized 
to  retain  their  positions  with  the  Pennsylvania  Railroad  and 
other  roads  in  addition  to  positions  previously  authorized. 

K.  H.  Schoppe  has  been  granted  permission  to  retain  his 
position  of  General  Freight  and  Passenger  Agent  of  the  East- 
land,  Wichita  Falls  &  Gulf  Railway  Company  and  of  the  Okla- 
homa, New  Mexico  &  Pacific  Railway  Company. 

The  Commission  has  permitted  Robert  F.  Brown  to  hold 
office  of  Assistant  Secretary  of  the  Chicago  &  Eastern  Illinois 
Railway  Company  in  addition  to  positions  previously  authorized. 

F.  W.  Scott  has  been  authorized  to  hold  the  offices  of  Secre- 
tary, Treasurer  and  Director  of  the  Louisiana  &  Pine  Bluff  Rail- 
way Company  and  Assistant  to  President  of  the  Arkansas '  & 
Louisiana  Missouri  Railway  Company. 

Carlton  Messick  was  permitted  to  hold  positions  with  the 
St.  Louis  Southwestern  Railway  Company,  Valley  Terminal  Rail- 
way Company,  Central  Arkansas  &  Eastern  Railroad,  Eastern 
Texas  Railroad  and  other  roads. 

Several  officials  of  the  Wlnston-Salem  Terminal  Company 
have  been  permitted  to  retain  their  positions  with  that  company 
in  addition  to  positions  previously  authorized. 

On  application  by  the  Atlantic  Coast  Line  Railroad  and 
Louisville  &  Nashville  Railroad  in  behalf  of  various  officials,  the 
Commission  has  authorized  these  individuals  to  retain  their 
positions,  with  those  companies  and  various  others. 
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Tentative  Reports  of  the  Commission 


RATES  ON  SOFT  COAL 

In  a  tentative  report  on  No.  12289,  O.  N.  Dletz  Lumber  Com- 
pany et  al.  vs.  Director-General,  Colorado  ft  Southern  et  al., 
Kxaminer  Bronson  Jewell  recommended  a  holding  that  rates 
on  soft  coal  from  points  in  Pennsylvania,  West  Virginia,  and 
Oklahoma,  to  Iowa,  Nebraska  and  Wyoming  destinations  in  1918, 
1919  and  1920,  were  not  unreasonable  but  that  rates,  from  points 
in  Wyoming,  Colorado  and  Illinois,  to  destinations  in  Iowa  and 
Nebraska  and  to  Elk  Point,  S.  D.  were  unreasonable  and  that 
reparation  should  be  made. 

The  case  arose  over  the  application  of  double  increases.  The 
examiner  in  his  recommendation  followed  the  principle  that 
double  Increases  in  and  of  themselves  did  not  show  unreason- 
ableness bu  t  that  they  were  unreasonable  when  the  application 
of  an  increase  to  each  factor  of  a  combination  resulted  in  the 
disruption  of  a  fixed  parity  between  joint  rates  and  combinations. 

He  said  the  Commission  should  find  unreasonable  a  rate  of 
44  cents  from  Pike  View,  Colo.,  to  Lake  View,  la./ to  the  extent 
it  exceeded  $5.10  per  ton;  that  the  rate  of  $6.25  from  Alger,  Wyo., 
to  Sumner,  la.,  to  the  extent  it  exceeded  the  June  24,  1918.  rate 
level,  composed  of  a  proportional  to  Council  Bluffs  and  the  Iowa 
distance  scale  beyond,  plus  a  single  increase  under  General  Order 
No.  28;  and  that  as  to  other  rates  from  points  in  Wyoming,  Colo- 
rado and  Illinois  were  and  for  the  future  will  be  unreasonable  to 
the  extent  they  exceeded  or  may  exceed  the  combinations  In  ef- 
fect prior  to  June  25.  1918.  plus  one  Increase,  and  plus  the  in- 
creases authorized  by  Ex  Parte  74. 


RATES  ON  LIME 

Admitted  inconsistencies  in  the  adjustment  of  lime  rates  in 
central  and  eastern  trunk  line  territories.  Examiner  I.  L.  Koch 
thinks,  would  be  removed  by  the  adoption  of  a  recommendation 
made  by  him  on  No.  13014.  LehiKh  Lime  Company  vs.  Akron. 
Canton  *  Youngstown  et  al.  Koch.  In  his  report,  recommended 
a  holding  that  rates  from  Mitchell,  Ind..  to  destinations  In  cen- 
tral territory,  particularly  to  destinations  In  Pennsylvania,  West 
Virginia.  Ohio,  and  Michigan,  are  and  will  be  unreasonable  to 
the  extent  they  exceed  or  will  exceed  83.33  per  cent  of  sixth 
class  rates  in  effect  June  24.  1918.  plus  the  Increases  authorised 
in  General  Order  No.  28  and  Ex  Parte  74. 

As  to  rates  from  Mitchell  to  the  same  destinations  In  com- 
parison with  rates  from  competing  points  in  trunk  line  terri- 
tory, he  recommended  a  holding  that  they  are  and  will  be  unduly 
prejudicial  to  complainant  and  unduly  preferential  to  Its  com- 
petitors In  Buckeystown,  Frederick  and  Lime  Kiln,  Md..  Baker- 
ton  and  Eagle.  W.  Va..  Stephens  City  and  Strasburg.  Va_.  and 
York.  Pa.,  to  the  extent  they  fall  to  bear  a  relationship  to  the 
rates  from  those  points  In  trunk  line  territory  to  the  same  des- 
tinations expressed  by  the  ratio  of  83.33  per  cent  of  the  cor- 
responding sixth  class  rates  In  effect  June  24.  1918,  plus  the 
general  increases  in  General  Order  No.  28  and  Ex  Parte  74; 
and  70  per  cent  of  the  corresponding  sixth  class  rates  In  effect 
June  24,  1918,  plus  the  general  Increases,  from  the  trunk  line 
points  mentioned;  except  that  on  lime  containing  a  substantial 
residue  of  foreign  matter,  somewhat  lower  rates  may  be  TT- 
talned. 

The  high-calcium  chemical  lime  produced  by  the  complainant 
at  Mitchell  was  used  for  purposes  of  the  case.  That  lime  can 
be  used  for  chemical,  agricultural  and  building  purposes,  but  the 
lower  grades  cannot  be  used  for  chemical  purposes,  the  divid- 
ing line  between  the  high  calcium  and  other  kinds  of  lime  being 
90  per  cent  of  calcium  content. 

Agitation  for  a  reform  in  the  rates  on  lime  has  been  going 
on  for  ten  years  and  Just  before  the  government  control  definite 
propositions  were  under  consideration,  but  during  federal  con- 
trol the  subject  was  dropped  and  not  taken  up  until  this  com- 
plainant brought  the  matter  formally  to  the  attention  of  the 
Commission. 


RATES  ON  IRON  AND  STEEL  ARTICLES 

Tariff  sins  that  have  been  In  existence  to  a  greater  or  lesser 
extent  since  1914  have  been  brought  into  the  limelight  by  Ex- 
aminer J.  O.  Cassldy,  In  a  proposed  report  on  No.  12479,  Amer- 
ican Shipbuilding  Co.  et  al.  vs.  Director-General,  as  agent,  Balti- 
more &  Ohio  et  al.  The  report  also  covers  sub-number  1  of  the 
same  docket.  Prank  A.  Scott  and  J.  O.  Eaton,  receivers  for  the 
Standard  Parts  Company  vs.  Director-General  et  al. 

Cassidy  recommended  a  holding  that  the  through  rates  on 
Iron  and  steel  articles,  carloads,  from  Pittsburgh  and  other  points 
in  western  Pennsylvania  to  Cleveland,  Loraln  and  Canton,  O.. 
*lnf  •  her  20,  1917,  have  been  unreasonable  to  the  extent 

they  bave  exceeded  the  aggregate  of  the  Intermediate  rates  to 


and  from  Mahoning  and  Shenango  valley  points,  chief  of  which 
is  Youngstown.  He  also  recommended  reparation  to  the  basis 
of  the  combinations  on  the  valleys,  although  he  said  the  joint 
through  rates  had  not  been  shown  to  be  unduly  high. 

Admission  that  the  joint  through  rates  were  in  violation  of 
the  aggregate  of  intermediates  part  of  the  fourth  section  was 
made  by  the  railroads.  But  they  insisted,  notwithstanding  that 
admission,  that  they  were  in  violation  of  the  letter  of  the  law, 
upon  trying  to  show  that,  as  measured  by  rates  for  hauls  on  iron 
and  steel  in  other  parts  of  the  iron  and  steel  producing  districts 
they  were  not  unreasonable. 

Cassidy  said  the  disregard  of  the  fourth  section  had  been  in 
existence  to  a  greater  or  lesser  extent  since  1914.  The  com- 
plainants, however,  challenged  them  only  within  the  period  be- 
tween September  30,  1917,  and  the  date  of  the  filing  of  the 
complaint. 

•  "Defendant  carriers  will  be  expected  to  eliminate  these  vio- 
lations promptly,"  Cassidy  said  the  Commission  should  say  when 
It  makes  its  report  and  order  in  the  case. 

This  violation  of  the  law,  using  Cassidy's  conclusion,  was 
due  to  an  act  of  the  Commission,  but  neither  the  railroads  nor 
the  Commission  took  the  trouble  to  avoid  the  condemnation  of 
the  fourth  section,  which  could  have  been  done  by  the  filing  of 
a  fourth  section  application  by  the  railroads  when  the  Commis- 
sion said  they  might  continue  rates  for  short  hauls  In  the  iron 
and  steel  producing  territory  that  would  be  less  than  the  fifth 
class  rates  resulting  from  Its  decisions  in  the  five  and  fifteen 
per  cent  cases  and  the  Central  Freight  Association  class  rate 
investigation  which  resulted  in  the  prescription  of  the  Disque 
class  scale. 

Disruption  of  relationships  brought  about  by  carrier  and 
commercial  competition,  the  carriers  said,  would  result  if  they 
were  compelled  to  cut  out  their  short-haul  commodity  rates, 
which,  in  some  instances  were  as  low  as  fifty  per  cent  of  fifth 
class,  the  classification  basis  for  making  rates  on  iron  and  steel. 
Therefore,  in  1917,  in  order  to  preserve  existing  commercial  re- 
lationships, the  Commission  authorized  the  carriers  in  central 
freight  association  territory  to  cancel  all  commodity  rates  on 
iron  and  steel,  except  on  the  so-called  short-haul  traffic  moving 
on  intra-distrlct  or  inter-district  rates. 

But  prior  to  that  time  the  rate  from  Pittsburgh  to  Youngs- 
town was  5  cents,  or  just  half  the  fifth  class  rate.  That  basic 
rate  of  5  cents  was  increased  several  times  so  that  now  it  is  10.5 
cents,  which  when  added  to  the  rate  from  Youngstown  to  Cleve- 
land makes  a  combination  of  21  cents,  while  the  joint  through  rate 
from  Pittsburgh  to  Cleveland  is  24  cents.  The  maximum  differ- 
ence is  at  Loraln.  6  cents.  At  Canton  the  difference  is  4  cents 
and  at  Cleveland,  as  before  set  forth,  3  cents. 

The  short-haul  commodity  rates  were  made  and  continued 
on  the  assumption  that  they  were  required,  practically  to  serve 
as  Inter-plant  rates  to  move  a  partly  finished  product  to  the 
plant  or  mill  when  it  could  be  converted  into  a  finished  product. 
The  complainants,  according  to  Cassidy's  report,  are  manufac- 
turers and  fabricators  of  iron  and  steel  at  Cleveland,  Euclid  a 
suburb  of  Cleveland,  and  Lorain  and  Canton.  Although  the 
combinations  existed,  they  paid  the  fifth  class  rates. 

Rate  on  Channels 

In  a  report  on  No.  13122,  Firestone  Tire  &  Rubber  Company 
vs.  the  Pennsylvania  Railroad  Company,  a  complaint  closely 
akin  to  the  one  in  which  Cassidy  made  his  report,  Examiner 
Paul  O.  Carter  said  the  Commission  should  hold  that  the  rate 
charged  by  the  Pennsylvania  on  channels,  carloads,  from  Pitts- 
burgh to  Akron.  O.,  between  September  22  and  December  30. 
1917,  was  unreasonable  to  the  extent  it  exceeded  the  aggregate 
of  the  intermediates,  based  on  Youngstown.  The  Pennsylvania 
moved  the  channels  via  Alliance,  Masslllon  and  Clinton,  O.,  at  a 
rate  of  13  cents,  while  the  combination  on  Youngstown,  due  to 
the  continuance  of  the  so-called  short  haul  commodity  rates, 
was  only  10.6  cents.  Carter  said  the  Commission  should  order 
reparation  to  the  basis  of  the  combination. 


RATES  ON    ROUGH    RICE 

A  recommendation  that  the  Commission  modify  its  opinions 
in  No.  11220,  Orange  Rice  Mill  Company  vs.  Director-General, 
Louisiana  Western  et  al.,  and  No.  11464,  Beautmont  Chamber 
of  Commerce  vs.  Same,  has  been  made  by  Examiner  F.  W.  McM. 
Woodrow,  on  rehearing.  He  recommended  that  the  Commis- 
sion follow  the  ruling  it  made  In  the  Lake  Charles  rice  case, 
63  I.  C.  C.  18.  By  doing  that  the  holding  in  the  first  mentioned 
case  would  be  that  reparation  should  be  made  on  shipments 
of  rough  rice  from  Fenton,  La.,  to  Orange,  Tex.,  to  the  basis 
of  a  rate  of  10  cents  per  100  pounds;  and  In  the  other  case 
that  the  rates  on  clean  rice  from  Lake  Charles  and  Gueydan, 
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La.,  to  Beaumont  were  unreasonable  to  the  extent  they  exceeded 
14.5  and  19.5  cents,  respectively,  and  that  reparation  should 
be  made  to  that  basis.  The  report  in  No.  11464  also  covers 
No.  11520,  same  vs.  same. 

COAL  CAR  SUPPLY 

A  recommendation  that  the  complaints  be  dismissed  has 
been  made  by  Examiner  James  O.  Cassidy  in  a  report  on  No. 
12529,  Wayne  Coal  Company  vs.  Director-General,  Pittsburgh  & 
West  Virginia,  and  a  sub-number  of  the  same,  Same  vs.  Pitts- 
burgh &  West  Virginia,  on  a  holding  that  the  complainant's  alle- 
gations that  it  was  discriminated  against  and  the  mines  on  the 
Pittsburgh  &  West  Virginia  unduly  preferred  in  the  matter  of  car 
supply,  and  that  the  mines  of  the  complainant  received  a  lesser 
number  of  cars  than  they  were  entitled  to  receive  in  the  period 
between  October  1,  1917,  and  March  22,  1918,  had  not  been 
sustained.  The  complainant  also  alleged  the  Pittsburgh  &  West 
Virginia  overrated  the  mines  on  the  West  Side  Belt.  But  the 
examiner  did  not  think  that  that  allegation  had  been  sustained. 


RATES  ON   COKE  TO   MEXICO 

The  fact  that,  under  the  law  of  Mexico,  the  increases  in 
joint  rates  on  coke  from  Gardiner  and  Koehler,  N.  M.,  and  Se- 
gundo,  Colo.,  to  Cananea,  Mex.,  ordered  by  General  Order  No. 
28,  could  not  become  operative  so  far  as  Mexico  was  concerned 
until  July  25,  1918,  did  not  make  them  unlawful  for  applica- 
tion in  the  United  States.  That  is  what  Examiner  J.  Edgar 
Smith  recommended  the  Commission  say  as  reason  for  an  order 
of  dismissal  suggested  by  him  in  a  report  on  No.  13145,  Greene 
Cananea  Copper.  Company  vs.  Director-General,  as  agent,  A.  T. 
&  S.  F.,  et  al.  Ninety-seven  per  cent  of  the  haul,  Smith  said,  was 
within  the  United  States,  the  tariffs  were  regularly  filed  with 
the  Commission  and  they  became  effective,  as  joint  rates,  so 
far  as  the  Commission  has  the  power  to  say,  June  25,  1918.  The 
fact  that,  under  the  law  of  Mexico,  the  higher  rates  did  not 
become  operative  until  July  25,  1918,  Smith  indicated,  was  of 
no  significance  to  the  Commission  nor  raised  a  question  coming 
within  its  jurisdiction.  Therefore  he  said  the  complaint  should 
be  dismissed. 


RATE    ON    SOFT   COAL 

Examiner  Paul  O.  Carter  has  recommended  the  dismissal  of 
No.  13219,  Salkeld  Coal  Company  vs.  Pennsylvania  Railroad 
Company,  on  a  holding  that  the  rate  imposed  on  16  carloads  of 
soft  coal  from  Walford,  Pa.,  to  Warren,  0.,  in  November  and 
December,  1920,  had  not  been  shown  to  have  been  unreasonable. 
The  rate  collected  was  $2.  Later  it  was  reduced  to  $1.05.  The 
complainant,  said  the  examiner,  depended  wholly  on  the  fact 
of  the  voluntary  reduction  to  sustain  the  allegation  of  unreason- 
ableness, hence  the  recommendation  of  unreasonableness. 


RATES   ON   COAL 

In  a  report  on  No.  12846,  Dayton  Malleable  Iron  Company 
vs.  Kanawha  &  Michigan  et  al.,  Examiner  J.  O.  Cassidy  rec- 
ommended a  holding  that  rates  on  coal  from  Ward,  W.  Va., 
to  Ironton,  O.,  were  and  are  unreasonable  to  the  extent  they 
exceeded  $1.10  prior  to  August  26,  1920,  and  $1.54  subsequent 
thereto,  plus  8  cents  in  each  instance,  the  charge  of  the  Kelly's 
Creek  &  North  Western  from  Ward  to  Cedar  Grove,  W.  Va. 
The  charge  was  $2.18  prior  to  Ex  Parte  74  and  $3.02  subsequent 
thereto.  Cassidy  recommended  reparation  to  the  basis  of  rates 
named  by  him,  which  were  those  suggested  by  the  complainant. 


RATES  ON  ANTHRACITE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  suggested  by  Examiner  G.  H.  Mattingly,  in  a  report 
on  No.  13024,  Henry  W.  Somers  vs.  New  York,  Ontario  &  West- 
ern et  al.,  as  to  rates  on  steam  sizes  of  anthracite  coal  from 
mines  in  the  Wyoming  field  of  Pennsylvania  to  Mechanicsville, 
N.  Y.,  and  points  taking  the  same  rates.  He  said  the  Com- 
mission should  hold  them  unreasonable  to  the  extent  they  ex- 
ceeded $1.80  per  long  ton  prior  to  August  26,  1920,  and  $2.52 
thereafter  and  award  reparation. 


RATES   ON    IRON    PIPE,   ETC. 

Reparation  on  account  of  unreasonable  rates  has  been  rec- 
ommended by  Examiner  Paul  C.  Paul  in  a  report  on  No.  12147, 
Gulf  Production  Company  vs.  Director-General,  as  agent,  Mid- 
land Valley  et  al.,  on  a  holding  that  rates  on  tank  and  plate 
iron  and  iron  pipe  from  Jenks,  Watkins  and  East  Bowden, 
Okla.,  to  East  Columbia,  Raywood  and  Eastland,  Tex.,  on  ship- 
ments moving  in  December,  1918,  and  January,  1919,  were  in 
violation  of  law,  as  to  shipments  covered  by  the  main  com- 
plaint and  the  sub-numbers  from  1  to  3,  inclusive,  to  the  extent 
they  exceeded  69  cents;  and  that  the  rate  involved  in  sub-num- 
ber 4  was  unreasonable  to  the  extent  it  exceeded  44  cents. 
The  sub-numbered  complaints  were  brought  either  by  the  Gulf 
Production  Company  or  the  Gulf  Pipe  Line  Company. 


RAILWAY  WAGE  HEARING 

An  attempt  at  intervention  in  the  wage  case  before  the 
Labor  Board,  in  Chicago,  was  made,  April  8,  by  A.  M.  Van 
Auken,  sonsulting  engineer,  who  said  he  was  speaking  for 
owners  of  securities  of  the  Southern  Pacific.  Mr.  Auken's 
views  being  in  the  form  of  a  written  document,  they  were  sub- 
mitted to  the  board  without  additional  oral  presentation  and 
were  accepted  by  Chairman  Barton  with  the  remark  that  they 
would  have  serious  consideration. 

In  his  written  statement  the  intervener  asked  the  board 
not  to  make  any  reductions  in  the  salaries  and  wages  of  struc- 
tural engineers,  assistant  engineers,  and  draftsmen,  regardless 
of  what  it  decided  to  do  with  other  classes  of  railroad  workers. 
He  pointed  out  that  the  wages  of  the  supervisors  of  construc- 
tion and  maintenance  amounted  to  only  1/20  of  1  per  cent  of  the 
total  payroll  of  the  railroads  and  only  %  of  1  per  cent  of  the 
value  of  the  work  they  supervised.  His  position  was  that  any 
reduction  in  these  wages,  which  he  contended  had  never  been 
adequate,  would  lower  the  efficiency  of  the  engineering  forces 
sufficiently  to  cause  trouble  to  the  transportation  system  of 
the  country. 

A  number  of  minor  organizations  made  statements  at  the 
sessions  on  April  8.  These  included  supervisors  of  mechanics, 
stationary  engineers,  longshoremen  and  electrical  engineers. 

An  unusual  plea  was  made  by  George  Scott,  general  organi- 
zer for  the  National  Brotherhood  of  Dining  Car  Employes.  He 
subscribed  to  the  testimony  of  the  carriers,  that  passenger 
traffic  had  fallen  off  considerably  during  the  past  two  years, 
and  said  that  on  that  account  the  dining  car  waiters  had 
already  received  a  large  cut  in  wages.  This  was  caused,  he 
said,  by  the  falling  off  in  the  "intangible,  fluctuating,  indefinite 
item  known  as  gratuities." 

The  method  followed  by  the  carriers  in  presenting  evidence 
in  support  of  their  request  for  a  reduction  in  the  rates  of  pay 
of  maintenance  of  way  and  unskilled  labor  was  the  same  as  that 
followed  in  presenting  the  shop  craft  end  of  the  case.  Exten- 
sive compilations  of  wages  in  outside  industries  were  presented 
which  showed,  the  railroad  witnesses  contended,  that  the  car- 
riers were  paying  far  too  high  for  that  sort  of  work. 

J.  W.  Higgins,  speaking  for  the  western  carriers,  asked  the 
board  to  deviate  from  its  policy  and  prescribe  minimum  rates  for 
various  classes  of  working  districts  as  divided  into  large  indus- 
trial centers,  smaller  cities  and  rural  districts.  In  this  matter 
he  said: 

Outside  of  the  requirements  of  the  transportation  act,  which 
places  upon  this  board  the  obligation  to  consider  "the  relation  be- 
tween wages  and  cost  of  living",  this  situation  does  not  require  any 
affirmative  action.  The  situation  may  be  met  by  an  order  permitting 
the  railroads  to  pay  the  going  rate  in  the  respective  state  com- 
munities— that  is  (1)  large  industrial  centers;  (2)  smaller  cities;  and 
(3)  the  rural  districts;  protecting  the  cost  of  living  for  such  men  in 
each  respectively,  by  relating  the  minimum  wage  in  each  to  the  level 
of  the  cost  of  living  in  each.  In  other  words,  assuming  that  the  cost 
of  living  in  all  of  the  larger  cities  is  the  highest  level,  the  rate  in 
the  cities  can  be  fixed  with  respect  to  such  level  of  living  costs,  and 
stepped  down  from  that  high  level  to  accord  with  the  lower  living 
costs  in  the  smaller  cities  and  rural  districts,  heeding  at  the  same 
time  the  level  of  rates  paid  by  other  industries  which  we  must  recog- 
nize as  indicative  of  a  living  wage  for  unskilled  labor  in  the  particular 
locality  affected.  It  seems  to  me  a  practicable  way  to  fully  recognize 
and  comply  with  the  intent  of  section  307  of  the  transportation  act 
protecting  the  employe  through  the  establishment  of  a  minimum  rate 
in  each  locality,  thereby  producing  a  wage  that  is  definitely  related  to 
the  level  of  living  costs  in  that  particular  locality,  leaving  the  natural 
level  of  rates  and  wages  above  the  minimum  rate  thus  fixed  to  be 
found  in  each  locality  under  the  natural  influences  of  the  local  indus- 
trial conditions  and  economic  factors  peculiar  to  each  locality. 

John  G.  Walber,  representing  the  eastern  roads,  presented 
the  data  concerning  wages  in  outside  industries.  Regarding  un- 
skilled labor,  he  said  that  whereas  those  employes  were  receiv- 
ing from  the  railroads  a  weighted  average  hourly  rate  of  39 
cents  per  hour,  the  average  hourly  rate  of.  91, 734  employes  in 
other  industries  performing  work  comparable  to  that  performed 
by  common  laborers  on  the  railroads  is  but  33  cents.  Of  these 
91,734  workers,  36,865  are  receiving  30  cents  an  hour,  25,856  were 
receiving  33  cents  an  hour,  and  29,013  were  receiving  37  cents  an 
hour,  Mr.  Walber  said.  He  continued: 

During  the  war  the  eastern  territory  was  particularly  affected  by 
competition  for  labor.  The  result  was  that  to  a  very  large  extent  the 
former  differentials  in  the  rates  between  cities  and  rural  points,  large 
terminals  and  way  points  were  practically  eliminated. 

An  examination  of  the  disputes  from  the  railroads  shows  that 
each  railroad  proposes  adjustments  to  meet  conditions  peculiar  to  it. 
It  is  of  course  recognized  that  unless  the  board  were  to  render  a 
separate  decision  upon  each  dispute,  each  proposal  could  not  be  met, 
but  based  upon  the  disputes,  it  is  evident  that  the  intent  running 
through  all  of  them  is  to  be  placed  in  position  to  apply  certain  rates 
to  main  line  operations,  differentials  thereunder  for  branch  lines, 
where  the  work  is  less  responsible,  with  differentials  above  the  main 
line  rates  for  labor  engaged  in  engine  terminals,  etc.  To  work  this 
out  it  would  appear  that,  considering  that  practical  standardization 
exists  today,  a  decision  permitting  graded  reductions  to  apply  to  the 
different  services  indicated  would  meet  the  problem. 

Any  attempt  on  the  part  of  the  railroads  to  make  further 
reductions  in  the  wages  of  unskilled  labor  would  result  in 
annulling  all  the  advantages  those  laborers  have  received  due 
to  the  comparatively  fair  wages  they  received  during  the  war 
period  and  immediately  after,  said  Frank  P.  Walsh,  attorney 
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for  the  maintenance  of  way  workers,  before  the  Labor  Board, 
April  11.  To  reduce  these  wages  again  would  be  "wholesale 
Infanticide"  on  the  part  of  the  railroads  and  would  force  the 
laborers  back  into  the  same  kind  of  peonage  that  existed  among 
the  Mexican  laborers  In  the  Southeast,  the  wages  of  which  were 
used  by  the  carriers  for  comparative  purposes,  he  said. 

Walsh's  statement  was  coupled  with  a  request  that  the 
board  issue  subpoenas  for  a  number  of  government  and  uni- 
versity statisticians  so  that  they  could  be  questioned  as  to  the 
probable  effects  of  a  wage  cut.  The  board  announced,  at  the 
beginning  of  the  afternoon  session,  that  it  would  decide  on 
the  request  after  the  maintenance  men  had  put  In  their  case. 
W.  Jett  Lauck,  economist,  and  Arthur  Sturgis.  statistician,  both 
of  Washington,  followed  Mr.  Walsh,  the  latter  confining  him- 
self to  an  erudite  discussion  of  the  decay  of  the  law  of  supply 
and  demand  and  its  "utter  worthlesaness"  as  a  factor  in  the 
present  dispute.  Mr.  Lauck  read  from  numerous  governmental 
and  medical  reports  In  support  of  the  statements  made  by  Mr. 
Walsh.  He  said  a  lower  wage  would  not  only  result  in  the 
deaths  of  Infants  and  the  malnutrition  of  children,  but  that 
it  would  impair  the  physical  efficiency  of  the  workers.  That, 
he  said,  was  "not  sentimentality  and  emotionalism,  but  the  sol- 
emn and  awful  truth,  before  which  statistics  and  elaborate 
diagrams  must  sink  into  nothing."  The  significant  parts  of 
Walsh's  speech  were  as  follows: 

The  majority  of  these  employe*  are  now  receiving;  an  average 
wage  of  only  170  per  month,  and  within  the  past  year  have  suf- 
fered a  reduction  of  almost  10  per  cent.  I  contend,  and  I  feel 
•ure  that  every  sane,  thlnklni?  person  will  agree  with  me.  that 
no  man  can  support  a  family  at  a  level  of  human  decency  on 
170  a  month,  which  amounts  to  only  $840  per  year. 

But  It  needs  no  expert  to  tell  us  that  $70  a  month  Is  below 
the  breaking-  point.  This  Is  about  the  amount  which  the  ordi- 
nary middle-class  family,  living;  with  frugality,  spends  for  food 
alone.  When  the  effort  Is  made  to  pay  all  the  expenses  of  a 
household  on  $70  per  month.  It  means  that  not  more  than  $40 
to  $45  can  be  spent  for  food,  and  this  means  that  a  family  of 
five  will  have  only  7  or  8  cent*  per  meal  per  per*»n. 

No  railway  laborer's  family  can  afford  to  live  In  what  could 
be  regarded  by  anyone  as  a  decent  dwelling.  Large  numbers  of 
them  live  In  outworn  box  cars,  usually  placed  on  the  railroad 
right  of  way.  Right  here  In  Chicago  there  Is  a  colony  of  such 
box  car  tenants.  Such  place*  are.  of  course,  entirely  without 
sanitary  equipment.  The  children  do  not  (to  to  school. 

Congress  has  In  effect  said  that  strikes  of  railroad  men 
should  be  a  thing  of  the  past,  and  that  wages  should  be  adjusted 
so  that  all  railroad  workers  should  receive  a  just  and  reason- 
able wage.  But  If  the  public  does  not  desire  a  strike  at  a  time 
when  labor  Is  hard  to  obtain.  If  It  seeks  to  avoid  the  strictest 
application  of  the  so-called  law  of  supply  and  demand  during; 
periods  of  labor  scarcity,  then  there  must  be  no  attempt  during 
periods  of  business  depression,  when  labor  Is  plentiful,  to  force 
wages  down  by  capitalizing  the  hunger  of  unfortunates  who  are 
out  of  a  job. 

A  stream  of  what  Frank  P.  Walsh  called  "human  docu- 
ments" crossed  the  witness  stand  before  the  Labor  Board,  April 
12.  each  person  pausing  only  long  enough  to  say  to  the  board 
that  the  wages  received  by  unskilled  railroad  workers  were 
insufficient.  All  of  those  selected  to  appear,  by  the  officers  of 
the  maintenance  of  way  union,  were  Americans  with  families 
ranging  from  one  to  eight  children,  and  receiving  wage*  rang- 
ing from  |70  to  $130  a  month. 

In  a  majority  of  cases  these  men  and  women  said  that  it 
was  necessary  to  supplement  the  wages  received  from  the  rail- 
road by  outside  work  or  by  borrowed  funds.  Stories  of  hard- 
ships ranged  from  the  tale  of  one  mother  who  Insisted  that 
her  boy.  suspe«ted  by  the  school  authorities  of  being  consump- 
tive, was  said  by  doctors  to  have  received  Insufficient  nourish- 
ment from  a  diet  of  bread  and  sirup,  to  the  plaint  of  a  New 
York  state  labor  foreman  that  the  only  amusement  he  and  We 
wife  bad  was  an  occasional  Sunday  automobile  trip  furnished 
by  sympathetic  friends.  All  sections  of  the  country  were  rep- 
resented. 

Organizers  and  local  officers  of  the  maintenance  workers' 
union  complained  of  the  wholesale  Importation  of  Mexican  labor 
Into  the  southeast  and  of  negro  labor  Into  the  north.  M.  J. 
Iforehead.  a  general  storekeeper,  of  Durant,  Miss.,  said  that 
since  the  wage  cut  of  July,  1921,  section  laborers  In  his  part 
of  the  country  were  unable  to  pay  their  bills. 

A  request  that  the  hearing  on  the  rules  for  firemen  and 
englnemen.  now  set  for  May  1,  be  postponed,  made  by  officers 
of  those  brotherhoods,  was  denied.  Counsel  for  both  sides  in 
the  wage  case  were  warned  that  the  hearings  on  wages  would 
end  on  the  last  day  of  April,  and  were  urged  to  expedite  mat- 
ters as  much  as  possible. 

The  case  of  the  railroads  against  the  clerks  was  expedited, 
April  13.  when  Mr.  Walber  stipulated  his  previous  testimony,  re- 
garding wages  In  outside  Industries.  Into  the  record  as  evidence 
in  support  of  his  contention  that  the  wages  of  clerical  workers, 
station  employes,  and  freight  handlers  should  be  reduced  to 
the  1917  level.  The  employes  are  asking  the  elimination  of  the 
decrease  ordered  by  the  Board  last  July. 

In  addition  to  that  decrease,  averaging  7  cents  an  hour  .11 
most  cases,  the  carriers  asked  to  be  allowed  to  establish  grad- 
uated rates  of  pay  for  the  first  two  years  of  service  of  the 
various  employes  classed  as  clerks.  For  those  doing  actual 
clerical  work  It  proposed  to  pay  $50  a  month  for  the  first  six 


months,  graduating  the  pay  upward  until  two  years  of  service 
have  been  completed,  when  the  minimum  would  be  $87.50 
The  present  starting  salary  is  $67.50. 

A  starting  salary  of  $50,  with  a  minimum  of  $60  after  the 
completion  of  the  first  year,  was  proposed  for  janitors,  tele 
phone  operators,  office  boys,  and  messengers.  For  freight  hand- 
lers rates  ranging  from  28%  to  40  cents  an  hour  were  proposed 
according  to  varying  localities. 


SOUTHEASTERN  EXPRESS  EMPLOYES 

In  two  decisions,  made  public  simultaneously,  April  13,  the 
Labor  Board  said  that  the  Southeastern  Express  Company  and 
the  American  Railroad  Express  Company  were  separate  en- 
tities so  far  as  board's  decisions  were  concerned.  In  the  first 
of  these  decisions.  No.  821.  the  board  said,  in  effect,  that  al- 
though the  southeastern  company  took  over  the  business,  fa- 
cilities, and  employes  of  the  American  Railway  Express  Com- 
pany in  the  southeast.  It  did  not  take  over  that  company's  con- 
tracts with  those  employes  because  it  did  not  specifically  so 
state.  The  dispute  was  with  regard  to  working  rules  and 
regulations,  the  Brotherhood  of  Railway  and  Steamship  Clerks, 
Freight  Handlers.  Express  and  Station  Employes  insisting  that 
agreements  reached  with  the  American  company  be  continued. 
The*  decision  means  that  new  rules  will  have  to  be  negotiated. 
A.  O.  Wharton.  labor  member  of  the  board,  wrote  a  dissent, 
three  times  as  long  as  the  decision. 

The  second  decision.  No.  822,  reopens  the  question  of 
wages,  the  board  deciding  that  since  the  southeastern  company 
waa  not  a  party  to  decision  No.  217,  in  which  the  American 
company  got  a  decrease,  it  had  not  acted  properly  in  reducing 
the  wages  of  its  employes  as  prescribed  In  that  decision  with? 
out  conference.  The  company  is  ordered  in  that  decision  to 
refund  all  reductions  made  since  August  1,  1921,  and  to  main- 
tain the  rates  of  pay  In  effect  prior  to  that  date  In  force  until 
conferences  have  been  held  and  agreements  reached,  or  until 
the  board  decides  the  question  after  disagreement. 


GOMPERS  HITS  TRANSPORTATION  ACT 

In  a  speech  before  the  general  chairmen  and  delegates  of 
the  railway  employes'  department  of  the  American  Federation 
of  Labor,  at  its  convention  In  Chicago,  April  10,  Samuel  Gom- 
pers,  president  of  the  federation,  denounced  the  transportation 
act  as  the  cause  of  "hard  experiences"  for  the  railroad  workers. 
He  said  that  the  country  had  forgotten,  all  too  soon,  the  serv- 
ices that  the  railroad  workers  performed  during  the  war,  and 
that  these  workers  must  now  stand  together  to  designate  a 
limit  to  "Industrial  autocrats,"  beyond  which  they  "shall  not 
pass." 

"You  have  had  hard  experiences  since  the  passage  of  the 
Esch-Cummins  railroad  law."  he  said.  "No  longer  do  you  con- 
fer with  the  railroads.  You  are  litigants  before  the  Labor 
Board.  The  railroads,  too,  are  litigants.  And  in  litigation  the 
men  of  labor  have  not  the  best  chance." 

B.  M.  Jewell,  president  of  the  railway  employes'  section, 
also  spoke  against  the  law,  which,  he  said,  meant  nothing  to 
the  railroads,  who  obeyed  it  when  they  pleased  and  disregarded 
It  when  the  board's  decisions  were  unsatisfactory  to  them. 
He  strongly  intimated  that  unless  some  way  were  found  to 
bring  the  recalcitrant  railroads  to  time,  the  workers  would  do 
a  little  law  disregarding  on  their  own  account. 


LABOR   BOARD  APPOINTMENTS 

The  nominations  of  A.  O.  Wharton,  G.  Wallace  W.  Hanger 
and  J.  H.  Elliott  for  reappolntment  as  members  of  the  Railroad 
Labor  Board  were  confirmed  April  11  by  the  Senate. 


HEARING   ON   TRAIN    CONTROL 

The  Commission's  hearing  on  automatic  train  control  de- 
vices was  resumed  April  12  with  the  hearing  room  crowded  with 
railroad  officials  and  representatives  of  owners  of  train  control 
devices.  M.  C.  List,  attorney  for  the  Commission  reviewed 
the  history  of  the  last  14  years  relative  to  efforts  of  Congress 
and  the  Commission  to  bring  about  automatic  train  control. 
After  his  statement  representatives  of  inventors  and  manufac- 
turers of  train  control  devices  were  heard. 


PETITIONS    FOR    REHEARINQS,    ETC. 

The  Missouri  Pacific  Railroad  has  asked  the  Commission  to 
set  aside  so  much  of  its  report  on  I.  and  S.  No.  11,  Wasteful 
Service  by  Tap  Lines,  53  I.  C.  C.,  657,  as  relates  to  the  Prescott 
&  Northwestern  Railroad  and  to  grant  a  rehearing  thereof. 

Complainant  In  No.  11733,  the  Parkersburg  Rig  &  Reel  Co. 
vs.  B.  ft  O.  et  al..  has  asked  the  Commission  to  modify  Its  deci- 
sion In  that  case,  to  grant  a  rehearing  or  further  argument  on 
the  record  as  made,  or  for  the  amendment  of  the  petition  for 
rehearing  already  made  so  that  the  Commission  may  award 
reparation  under  a  violation  of  sections  1,  2  or  3. 
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SUPREME  COURT  DECISIONS 

The    Tragic    World    Washington   Bureau 

An  opinion  of  the  Supreme  Court  of  Nebraska,  holding  the 
delivering  carrier,  the  Chicago  &  North  Western,  liable  for 
damages  to  shipments  of  apples  received  in  frozen  condition, 
was  affirmed  this  week  by  the  Supreme  Court  of  the  United 
States  in  No.  146,  Chicago  &  North  Western  Railway  Co.  vs. 
C.  C.  Whitnack  Produce  Co. 

Mr.  Justice  McReynolds,  who  rendered  the  opinion,  said 
the  produce  company  recovered  a  judgment  against  the  peti- 
tioner, the  delivering  carrier,  for  damages  to  two  carloads 
of  apples  which  were  shipped  in  November,  1914,  on  through 
bills  of  lading  over  connecting  lines  from  points  in  New  York 
state  to  one  in  Nebraska.  The  evidence  showed  that  the  apples 
were  in  good  condition  when  received  by  the  initial  carrier, 
but  frozen  when  delivered  at  destination.  Where  the  damage 
occurred  was  not  shown,  the  court  said. 

The  carrier  moved  for  a  directed  verdict,  claiming  no 
recovery  could  be  had  because  there  was  no  affirmative  evi- 
dence that  it  caused  the  damage.  This  motion  was  denied 
and  the  court  instructed  the  jury  that  there  was  a  presump- 
tion of  damage  on  the  line  of  the  last  carrier  and  the  Supreme 
Court  of  Nebraska  approved  that  instruction. 

"The  single  question  now  presented  for  consideration  is 
whether,  since  the  Carmack  amendment,  a  presumption  arises 
that  the  injury  occurred  on  the  delivering  carrier's  line,  when 
goods  moving  in  interstate  commerce  upon  a  through  bill  are 
delivered  in  bad  condition  and  the  evidence  shows  they  were 
sound  when  received  by  the  initial  carrier,  but  does  not  affirma- 
tively establish  where  the  loss  occurred,"  said  Justice 
McReynolds. 

The  Justice  said  there  was  nothing  in  the  amendment 
indicating  a  legislative  purpose  to  abrogate  accepted  common 
law  doctrine  concerning  presumption. 

"The  suggestion  that  by  imposing  additional  liability  upon 
the  initial  carrier  the  amendment  provides  an  adequate  remedy 
for  shippers  and  thereby  removes  the  necessity  for  any  pre- 
sumption against  .the  terminal  one  and  impliedly  abrogates 
the  rule,  is  unsound,"  said  Justice  McReynolds,  in  conclusion. 
"There  are  adequate  reasons  why  shippers  should  have  the 
benefit  of  both;  and  we  think  Congress  so  intended." 

Application  of  Car  Distribution  Rules 

The  Supreme  Court  modified  and  affirmed  the  decree  of 
the  United  States  Circuit  Court  of  Appeals  for  the  Fourth 
Circuit  in  No.  153,  Lambert  Run  Coal  Co.  vs.  Baltimore  & 
Ohio,  wherein  the  Circuit  Court  reversed  a  decision  of  a 
lower  court  enjoining  application  of  car  distribution  rules  of 
the  B.  &  O.  which  were  in  compliance  with  an  order  of  the 
Commission. 

In  June,  1920,  the  coal  company  brought  the  suit  against 
the  B.  &  O.,  alleging  that  there  was  an  acute  car  shortage  and 
that  the  railroad  had  refused  to  make  distribution  required  by 
paragraph  12  of  section  1  of  the  act  to  regulate  commerce  and, 
in  violation  thereof,  distributed  cars  in  accordance  with  its  own 
rules.  The  coal  company  asked  that  the  carrier  be  restrained 
from  applying  the  rules. 

The  defendant  moved  the  case  to  the  federal  court  for  the 
Northern  District  of  West  Virginia  and  filed  a  motion  to  dis- 
miss. The  carrier  set  forth  that  the  case  was  not  within  the 
jurisdiction  of  the  state  court;  that  the  plaintiff  had  concealed 
the  fact  that  the  rules  of  the  carrier  complained  of  were,  as 
plaintiff  knew,  rules  which  had  been  promulgated  by  the 
Commission;  and  that  the  bill  was,  in  fact,  one  to  restrain  an 
order  of  the  Commission,  and  that  the  Commission  and  the 
United  States  were  indispensable  parties. 

The  rules  referred  to  were  issued  by  the  Commission 
April  15,  1920,  under  paragraph  15  of  section  1  of  the  act. 

One  district  judge,  over  the  protest  of  the  carrier,  which 
contended  three  judges  should  be  present,  issued  an  inter- 
locutory injunction  against  the  carrier  which  then  applied  to 
the  Circuit  Court  of  Appeals.  The  latter  court  held  that 
the  rules  had  been  prescribed  by  the  Commission,  which  had 
acted  within  its  power  under  the  act,  and  that  the  bill  should 
have  been  dismissed. 

Mr.  Justice  Brandeis,  who  delivered  the  opinion,  said  the 
decree  of  the  district  court  was  properly  reversed  but  that 
the  Court  of  Appeals  had  no  occasion  to  pass  on  the  merits 
of  the  controversy  and  that  the  direction  should  have  been  to 
dismiss  the  bill  for  want  of  jurisdiction  and  without  prejudice. 
The  rules,  he  said,  were  prescribed  by  the  Commission  and  the 
railroad  was  bound  to  conform  thereto  unless  relieved  by  the 
Commission  or  enjoined  by  a  court  having  jurisdiction.  He 
also  said  the  appellate  court  was  right  in  holding  that  an 
injunction  in  the  federal  district  court  could  be  granted  only 
by  three  judges  and  that  the  United  States  was  an  indispensable 
party. 

"The  fact  that  this  was  a  suit  to  set  aside  an  order  of  the 
Commission  did  not  appear  on  the  face  of  the  bill,"  said  the 


Justice,  "but  it  became  apparent  as  soon  as  the  motion  to 
dismiss  was  filed.  Jurisdiction  cannot  be  effectively  acquired 
by  concealing  for  a  time  the  facts  which  conclusively  estab- 
lish that  it  does  not  exist." 

Liability  for   Damage  to   Horses 

In  an  opinion  delivered  by  Mr.  Justice  Clarke,  the  Supreme 
Court  reversed  the  United  States  Circuit  Court  of  Appeals  for 
the  Ninth  Circuit  in  No.  170,  Oregon-Washington  Railroad  & 
Navigation  Co.  vs.  J.  B.  McGinn. 

McGinn  shipped  two  carloads  of  horses  from  Grand  Island, 
Neb.,  to  Spokane,  Wash.,  for  which  the  Union  Pacific,  the 
initial  carrier,  issued  a  through  bill  of  lading  in  the  form  of 
the  customary  livestock  contract,  and  routed  the  shipment 
over  its  own  lines  to  Granger,  Wyo.,  thence  over  the  line  of 
the  Oregon  Short  Line  Railroad  Co.  to  Huntington,  Ore.,  and 
thence  over  the  lines  of  the  Oregon-Washington  R,  R.  &  Nav. 
Co.  to  Spokane,  Wash. 

While  in  transit,  Justice  Clarke  said,  the  animals  developed 
disease,  which  resulted  in  the  death  of  several  and  in  such 
condition  of  the  others  that  they  were  delivered  to  the  shipper- 
consignee  on  the  line  of  the  petitioner  before  reaching  the 
destination  to  which  they  were  billed.  The  illness  was  alleged 
to  have  been  caused  by  the  stock  having  received  unwhole- 
some food  and  water  at  Pocatello,  Idaho,  a  station  on  the  line 
of  the  intermediate  carrier,  the  Oregon  Short  Line. 

"This  suit  to  recover  damages,"  the  justice  said,  "is  against 
the  delivering,  the  terminal,  carrier,  the  allegation  of  the  com- 
plaint, however,  being  that  the  unwholesome  food  and  water 
were  given  to  the  stock  while  in  transit  over  the  route  of  the 
intermediate  carrier,  the  Oregon  Short  Line  Railroad  Com- 
pany. Thus  we  have  presented  for  decision  the  question,  'Is 
a  terminal  carrier  liable  to  a  shipper  who,  in  this  case,  is  also 
the  consignee,  for  injury  to  horses  caused  by  the  negligence  of 
a  prior  and  independent  carrier  from  which  they  were 
received?' " 

A  verdict  was  rendered  in  favor  of  the  shipper-consignee 
but  this  was  set  aside  and  judgment  was  entered  for  the  defen- 
dant. The  Circuit  Court  of  Appeals  reversed  the  District  Court 
and  held  that  Georgia,  Florida  &  Alabama  Railway  Company 
v.  Blish  Milling  Company,  241  U.  S.  190,  required  that,  under 
the  Carmack  amendment,  the  terminal  carrier  should  be  bound 
by  the  contract  of  the  initial  carrier  to  deliver,  precisely  as 
the  initial  carrier  is  bound,  and  was  therefore  liable  for  any 
loss  or  damage  to  the  property  that  had  been  occasioned  in 
transit  through  the  conduct  of  any  of  the  carriers. 

"In  this  we  think  the  Circuit  Court  of  Appeals  fell  into 
error,"  said  Mr.  Justice  Clarke,  continuing: 

The  settled  federal  rule  is  that,  in  the  absence  of  statute  or  spe- 
cial contract,  each  connecting  carrier  on  a  through  route  is  bound 
only  to  safely  carry  over  its  own  line  and  safely  deliver  to  the  next 
connecting  carrier  (Myrick  v.  Michigan  Central  Railroad  Company. 
107  U.  S.  102,  107;  Railroad  Company  v.  Manufacturing  Company,  16 
Wall,  318,324),  and  the  liability  of  a  connecting  carrier  for  the  safety 
of  property  delivered  to  it  for  transportation,  commences  when  it  is 
received  and  is  discharged  by  its  delivery  to  and  acceptance  by  a 
succeeding  carrier,  or  its  authorized  agent.  (Pratt  v.  Railway  Com- 
pany, 95  U.  S.  43.) 

The  Cummins  amendment  deals  with  and  modifies  the  common 
law  liability  only  of  the  initial  carrier.  It  renders  that  carrier  liable 
for  loss  or  damage  to  the  property  committed  to  its  care  throughout 
the  entire  route  by  which  it  is  billed  until  delivered  to  the  consignee, 
but  it  leaves  the  relation  of  all  connecting  carriers,  ir^luding  the  ter- 
minal carrier,  to  the  shipper  or  consignee  and  to  each  other,  entirely 
unaffected  (Atlantic  Coast  Line  Railroad  Company  v.  Riverside  Mills, 
219  U.  S'.  186,  195,  196,  197;  Adams  Express  Company  v.  Croninger, 
226  U.  S.  491,  511),  and  therefore  their  liability  is  as  we  have  stated 
it  unless  modified  by  contract,  and  in  this  case,  as  we  have  seen,  the 
livestock  contract,  under  which  the  shipment  moved,  by  expressly 
providing  that  "no  carrier  (other  than  the  initial  carrier)  shall  be 
liable  for  damage,  for  loss,  death,  injury  or  delay  to  said  animals, 
or  any  thereof,  not  caused  by  it,"  leaves  the  common  law  liability  of 
the  intermediate  carrier  entirely  unaffected,  just  as  the  statute 
leaves  it. 

The  Justice  said  that  what  was  decided  in  the  Blish  case, 
referred  to  above,  was  that  the  terminal  carrier  was  liable 
for  failure  to  make  delivery,  just  as  the  initial  carrier  would 
have  been  if  it  had  been  sued  for  misdelivery,  because,  by  the 
terms  of  the  bill  of  lading,  each  was  under  obligation  to  make 
final  delivery.  He  continued: 

The  suit  before  us  is  not  for  mis-delivery  or  other  fault  of  the 
carrier  sued,  but  for  the  fault,  as  alleged,  of  a  prior  connecting  car- 
rier. In  express  terms  the  bill  of  lading  we  have  here  declares  that 
no  carrier  shall  be  liable  for  loss  or  damage  not  caused  by  it,  and, 
therefore,  the  statute  not  providing  otherwise,  the  petitioner  cannot 
be  liable  for  the  damage  alleged  to  have  been  caused  before  the  stock 
reached  its  line. 

The  Carmack  and  Cummins  amendments  were  enacted  to  enable 
the  holder  of  a  bill  of  lading  to  sue  the  initial  carrier  for  any  loss 
or  damage  to  property  suffered  on  any  part  of  a  through  route,  and 
thereby  to  relieve  him  from  the  necessity  of  searching  out  and  prov- 
ing a  case  against  a  terminal  or  intermediate  carrier.  Having  regard 
to  the  customary  methods  of  doing  a  through  business  in  this  coun- 
try, it  may  have  been  important  to  have  given  like  rights  against 
others  of  connecting  carriers,  but  plainly,  either  from  design  or  acci- 
dent, the  terms  of  the  amendment  limit  its  application  to  the  initial 
carrier. 

We  think  that  the  Circuit  Court  of  Appeals  was  mistaken  in  its 
interpretation  of  the  language  used  in  the  Blish  case  opinion,  and 
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1U  judgment  must  be  reversed  and  the  judgment  of  the  district  court 
affirmed. 

L.  &  N.  Case   Remanded 

In  No.  147,  Louisville  &  Nashville  vs.  the  United  States, 
appealed  by  the  carrier  from  the  Court  of  Claims,  the  Supreme 
Court  remanded  the  case  to  the  Court  of  Claims  to  determine 
the  fact  whether  or  not  members  of  the  coast  guard  trans- 
ported by  the  carrier  were  transported  in  time  of  war.  If  they 
were,  under  the  finding  of  the  court,  the  government  was  en- 
titled to  land-grant  reductions  in  fare.  The  carrier  sought  to 
collect  full  fare  for  the  men  transported,  claiming  they  were 
not  a  part  of  the  military  forces.  The  Supreme  Court  held 
that  the  coast  guard  was  a  part  of  the  military  forces  during 
the  war  and  that  the  lower  court  should  determine  whether 
the  movement  occurred  before  April  6,  1917. 

Compensation  for    Injuries 

The  Supreme  Court  affirmed  the  judgment  of  the  Circuit 
rcmrt  of  Appeals  for  the  Eighth  Circuit  in  No.  166,  Arthur  J. 
Dahn.  petitioner,  vs.  Director-General  of  Railroads.  Dahn  was 
a  railway  mall  clerk  injured  while  on  duty  in  an  Illinois  Central 
car  during  the  period  of  federal  control.  He  was  compensated 
for  his  injuries  under  the  federal  employes'  compensation  act 
He  then  sued  the  Director-General  for  damages,  as  well  as  the 
Illinois  Central.  The  suit  was  dismissed  as  to  the  I.  C.  The 
Supreme  Court  held,  as  did  the  lower  court,  that  D4hn  had  two 
remedies  for  recovery  against  the  government — suit  against 
the  Director-General  or  settlement  under  the  employes'  act, 
and  that  he  had  selected  the  latter  remedy.  Therefore,  it  held, 
the  Director-General  was  not  liable. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Court* 

(Digests  taken  from  Reporter*  and  Digest*  at  Nations!  Reporter 

System,  published  by  West  Publishing  Co..  St   Paul.  Mmn 

Copyright  fay  Wast  Publishing;  Co.) 


LOSS   OF   OR    INJURY   TO   GOODS 

Instruction  as  to  Damages  to  Corn  Held  Not  Erroneous  for  Not 
Directing  Attention  Specifically  to  Part  Injured: 
(Court  of  Appeals  of  Kentucky.)  Where  corn  had  coal  dust 
mixed  with  it  during  shipment,  an  Instruction  that  the  measure 
of  damages  was  the  difference  In  market  value  between  clean 
corn  and  corn  in  the  condition  In  which  it  was  delivered  was 
not  erroneous  as  omitting  to  direct  attention  specifically  to  the 
part  of  the  corn  Injured  when  delivered  to  the  original  pur- 
chaser, who  refused  to  accept  It  on  account  of  the  coal  dust, 
there  being  no  evidence  of  negligence  in  handling  the  corn  or 
adding  Injury  thereafter. — Director-General  of  Railroads  vs.  A. 
C.  Schuff  &  Co.,  237  S.  W.  Rep.  410. 

Instruction    Not    Erroneous   as  Allowing   Assessment   of    Special 
Damages  Without   Notice: 

In  an  action  for  damages  to  corn  because  mixed  with  coal 
dust  In  shipment,  an  Instruction,  that  the  measure  of  damages 
was  the  difference  between  the  fair  and  reasonable  market 
value  in  clean  condition  at  the  time  and  place  of  delivery  and 
Its  fair  and  reasonable  market  value  at  the  same  time  and 
place  in  the  condition  in  which  delivered,  was  not  erroneous 
as  authorizing  the  assessment  of  special  damages  without 
Ing  notice  of  the  special  contract  of  sale,  the  fact  that  the 
price  and  market  price  were  the  same  not  changing  the  chaf- 
acter  of  the  damages  from  general  to  special. — Ibid. 
Defendant  Against  Whom  No  Judgment  Was  Rendered  Not 
Prejudiced  by  Refusal  of  Peremptory  Instruction: 
A  defendant  against  whom  no  judgment  was  rendered  was 
not  prejudiced,  by  a  refusal  of  a  peremptory  instruction  asked 
by  It.— Ibid. 

Peremptory    Instruction    for    Defendant   in    Suit   for    Damages   to 
Corn   Held  Properly   Refused: 

In  an  action  for  damages  to  corn  mixed  with  coal  dust  In 
shipment,  wherein  it  appeared  that  the  shipper  did  not  select 
the  car.  and  all  the  evidence  tended  to  show  it  was  clean  and 
In  good  condition  when  loaded,  a  peremptory  Instruction  for 
defendant  on  the  ground  that  because  the  shipper  selected  the 
car.  and  therefore  the  carriers  were  not  responsible,  was  prop- 
erly refused. — Ibid. 

TELEGRAPHS  AND  TELEPHONES 

Liability   for   Delay   in    Delivering    Interstate    Message    in   Tariff 
Schedule   Filed  with   Interstate  Commerce  Commission: 
(Stiprrme    Court,    Special    Term.    Erie    County.)     Telegraph 
f»mp.inlrn  engaged  in  Interstate  commerce  being  by  act.  Cong. 
Jun"   Ix    1'iin.  UPO.  7  (U.  S.  Comp.  St..  nee.  8563).  brought  within 
the  act  to  regulate  commerce,  the  liability  for  delay  In  deliver- 
ing an  unrepeated  Interstate  message  is  that  fixed  in  the  tariff 
schedule  Died   under  authority  of   the  act  with   the   Interstate 
Commerce  Commission,  the  amount  received  for  sending  it,  and 


this  though  the  sender  had  no  notice  of  the  limitation,  the  act 
superseding  the  common  law  and  any  state  statute  on  the  sub- 
ject.— Wolynski    vs.    Western    Union    Telegraph    Co.,    192    New 
York  Supp.  583. 
Notice  of   Inability  to  Deliver  Message   Required: 

(Supreme  Court  of  Alabama.)  The  law  implies  from  the 
contract  relation  to  deliver  a  telegraphic  message  a  duty  by  the 
company  to  exercise  reasonable  diligence  to  inform  the  sender 
if  it  is  unable  to  deliver  the  message  to  the  sendee. — Western 
Union  Telegraph  Co.  vs.  Ryan,  90  So.  Rep.  793. 
Failure  to  Notify  Sender  of  Inability  to  Deliver  Message  Must 

Be  Proximate  Cause  of  Mental  Anguish: 

Before  the  sender  of  a  telegram  can  recover  for  mental 
anguish  suffered  by  him  on  the  ground  that  the  telegraph 
company  negligently  failed  to  inform  him  of  its  inability  to 
deliver  the  message,  he  must  show  that  such  negligence  was 
the  proximate  cause  of  his  suffering  by  proving  that,  if  he  had 
been  informed  of  that  fact,  he  would  have  communicated  with 
the  sendee  of  the  message  by  some  other  means  and  would  have 
secured  his  presence. — Ibid. 

Evidence  Sendee   Would    Have  Gone  to   Sender  if  He   Had    Re- 
ceived Message  Is  Competent: 

In  an  action  for  mental  anguish  caused  by  plaintiff's  failure 
to  have  the  consolation  of  his  father-in-law's  presence  at  the 
time*  of  his  wife's  death,  the  father-in-law  can  testify  that  if 
he  had  received  the  message  telling  of  the  wife's  illness  he 
could  and  would  have  gone  to  the  sender's  home. — Ibid. 
Evidence  Held  to  Ghow  Sender  Would  Have  Communicated  with 

Addressee   if   Informed  of  Nondelivery: 

In  an  action  against  a  telegraph  company  for  mental  anguish 
resulting  from  the  company's  negligent  failure  to  notify  it  of 
its  inability  to  deliver  a  message  sent  by  him,  evidence  that  the 
sendee  lived  only  20  miles  away  and  could  and  would  have 
been  reached  by  automobile  if  plaintiff  had  known  the  tele- 
gram was  not  delivered,  held  to  warrant  a  finding  that  the  fail- 
ure of  the  company  to  notify  plaintiff  of  the  nondelivery  was 
the  proximate  cause  of  the  mental  anguish  he  suffered  because 
of  the  sendee's  absence. — Ibid. 
Instruction  on  Liability  for  Failure  to  Notify  of  Nondelivery 

Held    Erroneous: 

An  instruction  that  plaintiff  was  entitled  to  recover  if  the 
jury  were  satisfied  that  defendant  negligently  failed  to  notify- 
tiiin  of  Its  inability  to  deliver  a  telegram,  and  that  he  suffered 
mental  pain  and  anguish  on  account  of  the  absence  of  sendee, 
was  erroneous  as  omitting  the  requirement  of  a  finding  that 
the  failure  to  notify  of  the  nondelivery  was  the  proximate  cause 
of  the  sendee's  absence. — Ibid. 
Instruction  Authorizing  Recovery  Without  Proof  of  Proximate 

Cause  Is  Prejudicial: 

An  Instruction  erroneously  allowing  recovery  from  a  tele- 
graph company  for  mental  anguish  cause  to  plaintiff,  without  re- 
quiring a  finding  that  the  negligence  of  the  company  relied 
upon  was  the  proximate  cause  of  the  injury,  was  necessarily 
prejudicial  to  defendant. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter!  and  Digests  of  National  Reporter 

System,  published  by  Writ  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Statutes  Fixing  Duty  of  Pipe  Company  Is  Not  Retroactive: 

(Court  of  Appeals  of  Kentucky.)  Acts  1920,  c.  23,  requiring 
pipe  lines  as  common  carriers  to  receive  oil  offered  to  them 
for  transportation  and  to  redellver  on  order  of  the  consignor, 
does  not  apply  to  the  liability  of  the  pipe  line  company  for  oil 
transported  by  it  before  the  statute  was  enacted. — Hall  vs. 
Cumberland  Pipe  Line  Co.,  237  S.  W.  Rep.  405. 
Pipe  Line  Company  Exercising  Calling  as  Public  Business  Held 

a  Common  Carrier: 

A  pipe  line  company  which  had  equipped  Its  line  for  that 
business,  and  was  holding  Itself  out  as  ready  to  transport  for 
hire  oil  for  all  persons  who  might  tender  oil  to  it  for  trans- 
portation, and  was  exercising  such  calling  as  a  public  business, 
was  a  common  carrier. — Ibid. 
Required  to  Receive  Goods  Tendered  by  Owner  or  Authorized 

Shipper: 

At  common  law  a  common  carrier  was  required  to  receive 
for  transportation  and  delivery  all  goods  of  the  character  it 
was  engaged  In  transporting,  tendered  to  It  for  that  purpose 
by  the  owner  or  by  one  having  authority  to  ship  them. — Ibid. 
Liable  for  Loss  or  Injury  Not  Caused  by  Act  of  God,  Public 

Enemy,  or   Defect  In  the   Goods: 

The  common  carrier  Is  liable  for  all  losses  and  Injuries  to 
the  goods  except  such  as  arise  from  an  act  of  God,  or  of  the 
public  enemy,  or  from  an  inherent  defect  in  the  goods. — Ibid. 
Consignee  Presumed  to  Be  Owner  of  Goods: 

In  absence  of  knowledge  to  the  contrary,  the  consignee  Is 
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presumed  by  the  carrier  to  be  the  owner  of  the  goods,  and  it 
must  deliver  them  to  him  unless  prevented  by  a  cause  excusing 
its  failure  to  do  so. — Ibid. 
Presumption   Consignee   Is  Owner  Is   Rebuttable: 

The  presumption  by  the  carrier  that  the  consignee  is  the 
owner  of  the  goods  is  not  conclusive,  but  the  real  owner  can 
assert  title  to  them,  and  the  carrier  will  be  justified  in  delivering 
to  such  owner,  though  if  it  delivers  to  any  one  other  than  the 
consignee  it  does  so  at  its  peril. — Ibid. 
Can  Assume  Person  in  Possession  Is  Authorized  to  Ship: 

A  carrier  which  has  no  knowledge  to  the  contrary  can 
assume  that  the  party  in  possession  of  the  goods  delivered  to 
it  for  transportation  is  the  owner  or  is  authorized  to  consign 
the  goods  for  shipment,  and  if  it  receives  and  delivers  the  goods 
in  accordance  with  the  directions  of  such  person  without  knowl- 
edge of  any  other  claim,  it  is  not  liable  as  for  conversion  to 
the  true  owner,  so  that  an  owner  of  an  interest  in  oil  land,  who 
was  out  of  possession,  cannot  charge  a  pipe  line  company  with 
conversion  of  oil  received  from  the  persons  in  possession  of  the 
land,  and  delivered  by  it  to  the  consignee  before  the  company 
had  any  knowledge  of  plaintiff's  claim  to  the  land. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Owner  Not  Bound  by  Representation  of  Broker  as  to  Time  for 

Loading,  Not  Contained  in  Charter: 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  Where  a  charter 
party  contained  no  express  provision  as  to  the  time  'the  vessel 
was  to  be  at  the  loading  port,  and  the  owner  of  the  vessel,  prior 
to  the  making  of  the  charter  party,  was  not  informed  of  a 
telegram  sent  by  a  broker  stating  such  time,  and  the  broker 
was  without  authority  to  bind  the  owner,  the  charter  party  was 
the  sole  evidence  of  the  obligations  incurred  by  the  owner. — 
The  Rosemary.  Talge  Mahogany  Co.  vs.  Nicklas  et  al.,  277  F. 
Rep.  764. 
Owner's  Obligation  to  Charterer  Complied  with,  if  Vessel  at 

Loading  Port  Without  Unreasonable  Delay: 

Where  the  parties  to  a  charter  party,  covering  a  voyage 
from  Secondee  or  Axim,  Africa,  contemplated  that,  before  enter- 
ing on  such  service,  the  vessel  was  to  carry  a  cargo  from  Gulf- 
port,  Miss.,  to  Durban,  Africa,  and  no  definite  time  was  fixed  for 
its  arrival  at  Secondee  or  Axim,  the  shipowner's  obligation  was 
complied  with  if  there  was  no  delay  which  was  unreasonable 
under  the  circumstances. — Ibid. 
Vessel  Not  Guilty  of  Unreasonable  Delay  in  Arriving  at  Loading 

Port: 

A  vessel,  which,  after  unloading  at  Durban,  on  the  east 
coast  of  Africa,  was  under  charter  for  a  voyage  from  Secondee 
or  Axim,  on  the  west  coast,  held  not  to  have  unreasonably  de- 
layed its  arrival  at  the  loading  point  by  going  to  Delagoa  Bay 
for  a  cargo  of  coal  and  carrying  it  to  Lobita,  and  there  taking 
on  a  cargo  to  be  carried  to  St.  Thome,  where  it  was  customary 
and  safer  for  vessels  to  go  from  the  east  to  the  west  coast 
with  cargo  instead  of  in  ballast,  and  enabled  them  to  make 
better  time,  and  it  would  have  taken  a  longer  time  to  get  suffi- 
cient ballast  at  Durban  than  was  consumed  in  going  to  Delagoa 
Bay,  especially  where  the  charterer  was  not  ready  to  specify 
the  loading  point  until  the  vessel  left  Lobita. — Ibid. 
Libelant  Not  Estopped  by  Claim  for  Dead  Freight  to  Amend  to 

Claim  Greater  Amount: 

An  owner  filing  a  libel  against  a  cargo  of  logs  for  dead 
freight  because  of  misinformation  from  the  charterer  as  to  the 
weight  of  the  cargo,  was  not  thereby  estopped  from  amending 
to  claim  dead  freight  on  a  greater  tonnage,  where  the  charterer 
had  not  changed  its  condition  in  any  way  in  reliance  on  the 
first  claim,  and  the  shipowner  thereby  obtained  no  advantage 
—Ibid. 
Charterer,  Failing  to  Furnish  Full  Cargo,  Held  Liable  for  "Dead 

Freight:" 

A  charterer,  who  agreed  to  provide  and  furnish  a  .vessel 
a  full  and  complete  cargo  of  mahogany  logs  under  and  on  deck, 
but  who  failed  to  furnish  sufficient  logs  to  fill  the  hold  and  deck 
space  available  for  carrying  logs,  though  a  full  cargo  was  de- 
manded by  the  master,  was  liable  for  "dead  freight,"  which  is 
the  compensation  due  when  the  charterer  fails  to  ship  the  full 
amount  of  cargo  stipulated  for. — Ibid. 
Charterer  Exceeding  Schedule  Time  to  Load  Not  Entitled  to 

Credit  for  Time   Saved   by   Not   Loading   Full   Cargo: 

Where  a  charter  party  allowed  the  charterers  15  days  for 
loading,  but,  without  any  fault  on  the  part  of  the  vessel  or  its 
owner,  25  days  were  consumed  in  delivering  and  loading  the 
logs  furnished,  which  did  not  constitute  a  full  cargo,  the  char- 
terer was  not  entitled  to  credit  on  the  dead  freight  for  the  time 
saved  ^by  the  vessel  in  consequence  of  a  full  and  complete  cargo 
not  being  furnished.— Ibid. 


SHIP  SUBSIDY  HEARING 

The    Traffic    Worli    Washington  Bureau 

"Only  by  the  use  of  the  most  efficient  types  of  ships  can 
we,  even  with  the  most  liberal  form  of  government  assistance, 
render  the  regular  and  reliable  service  demanded,  at  the 
going  rate,  and  hope  to  make  the  venture  a  profitable  one," 
Daniel  H.  Cox,  naval  architect,  testified  as  an  expert  for  the 
Shipping  Board  in  support  of  the  subsidy  at  the  joint  hearing 
April  7. 

Mr.  Cox  said  the  "case  is  hopeless"  if  suitable  ships  were 
not  provided,  because  of  the  unavoidable  disadvantages  such 
as  higher  cost  of  operation,  etc.  New  construction  of  1,500,000 
gross  tons  is  necessary  to  give  the  United  States  a  well-balanced 
fleet,  he  said. 

"The  creation  of  a  merchant  marine  is  usually,"  said  he, 
"and  should  properly  be  a  gradual  process,  ships  of  various  sizes 
and  types  being  built  when  and  as  required  by  the  commer- 
cial and  military  necessities  of  the  nation  whose  flag  they  fly. 
In  the  case  of  the  merchant  marine  of  the  United  States  this 
natural  and  orderly  process  has  not  been  observed,  except  only 
for  the  coastwise  and  inland  lake  trades." 

The  witness  said  that  in  the  17-year  period  prior  to  1917, 
only  171  ships  with  a  total  of  922,000  gross  tons  were  built  in 
the  United  States,  while  during  the  five  years  commencing 
in  1917  there  were  built  1,470  such  ships  with  a  total  of  6,464,000 
gross  tons,  those  ships  having  been  constructed  under  an  emer- 
gency program.  Such  a  procedure,  he  said,  did  not,  nor  could 
it  be  expected  to  produce  what  might  in  any  sense  be  called 
a  well-balanced  merchant  marine.  He  said  while  many  fine 
ships  were  built,  many  were  built  that  would  not  have  been 
constructed  in  time  of  peace. 

As  compared  with  the  British  merchant  marine,  Mr.  Cq£ 
said,  the  American  merchant  Heel  has  too  many  ships  of  2,000 
to  3.000  gross  tons.  .too.  many  ships  of  5,000  to  8,000  gross  tons, 
too  many  skius  of  less  than  12.  knots  speed,  and  too  few  shipj? 
of  12  knots  £iieed  and  otfir. 

After  a  detailed  study  accompanied  by  tables  of  the  fleets 
of  Great  Britain  and  the  United  States,  Mr.  Cox  said: 

"From  the  facts  above  presented,  and  from  a  general  know- 
ledge of  the  shipping  situation,  it  appears  that  t.h^ 


merchant  marine  is  seriously  lacking  In  ships  of  the  following, 
characteristics  :~ 

(a)  Passenger   and   mail   ships   of  15,000   gross  tons   and   up,   with 
speeds  of  18  knots  and  over. 

(b)  Passenger  and  cargo  ships  of  10,000  to  15,000  gross  tons  with 
speed  of  14  to  16  knots. 

(c)  Fast  cargo  ships  of  9,000  D.  W.   tons  and  up,  with  speeds  of 
12  knots  and  over. 

(d)  Refrigerator   ships   of   8,000   to   12,000   gross   tons  with   speeds 
of  14  to  15  knots. 

(e)  Ships  propelled  by  Diesel  engines  or  by  Diesel  electric  drive. 

"For  a  minimum  foreign  trade  of  55,0000,000  tons  a  year, 
exclusive  of  oil,  plus  25,000,000  tons  of  bulk  oil  movements, 
the  United  States  should  have  a  merchant  marine  of  approxi- 
mately 7,500,000  gross  tons  in  order  to  be  able  to  carry  at  least 
50  per  cent  of  its  dry  cargo  as  well  as  50  per  cent  or  more  of 
its  tanker  shipments. 

"When  considering  the  amount  of  tonnage  of  various  types 
of  ships  that  should  be  added  to  the  present  fleet  in  order  to 
produce  a  well  balanced  merchant  marine,  all  the  pertinent  facts 
must  be  considered. 

"Of  the  existing  tonnage  of  passenger  and  combination 
passenger  and  cargo  ships  built  since  1900,  a  considerable 
proportion  is  not  suited  for  competitive  conditions  in  the  over- 
seas trade.  Many  of  the  ships  are  small,  lacking  in  speed, 
suitable  primarily  for  the  coastwise  business,  or  obsolete  in 
design. 

"It  is  the  opinion  of  those  best  qualified  to  judge  that  in 
cargo  ship  operation  American  vessels  ,can  compete  more 
successfully  in  the  cargo  liner  business  which  requires  high 
grade  ships  of  12  knots  speed  or  over,  than  in  the  tramping 
trade  which,  for  geographical  and  other  reasons,  is  more  suited 
to  ships  of  other  nations.  This  is  substantiated  by  the  types  of 
cargo  ships  that  have  been  built  by  the  relatively  few  suc- 
cessful American  companies. 

"In  the  large  number  of  American  flag  cargo  ships  but 
very  few  are  even  possible  for  consideration  as  cargo  liners 
on  account  of  their  lack  of  speed,  the  balance  being  only  pos- 
sible for  use  as  tramps.  In  addition  many  of  these  cargo  ships, 
for  reasons  already  given,  having  been  built  under  emergency 
conditions,  are  not  of  good  design,  are  equipped  with  unreliable 
machinery,  and  are  impossible  of  economical  or  successful 
operation  in  competition  with  ships  of  other  nations. 

"Finally,  after  due  consideration  of  all  the  circumstances 
and   conditions,   it   appears   that   the   suggested    7,500,000    gross 
tons  of  shipping  to  produce  a  well-balanced  Merchant  Marine 
under  the  American  flag  should  be  divided  as  follows: 
Slow  cargo  ships—  tramps  .........................  3,500,000  gross  tons 

Past  cargo  ships—  cargo  liners  ......................  1,250,000  gross  tons 

Combination  passenger  and  cargo  liners  .............    750  000  gross  tons 

Passenger  liners  .....................................    500,000  gross  tons 

Tankers   .............................................  1,500,000  gross  tons 

Total    ............................................  7,500,000  gross  tons 
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"Taking  into  consideration  the  character  of  the  existing 
fleet,  it  will  be  necessary  In  order  to  secure  the  suggested  well- 
balanced  fleet,  that  about  1.500,000  gross  tons  of  higher  class 
freight,  as  well  as  passenger  vessels,  shall  be  constructed. 

"The  excess  tonnage  of  tankers  and  slow  or  Inefficient 
cargo  ships  should  be  disposed  of  and  removed  from  considera- 
tion as  useful  ships  under  the  American  flag." 

The  direct  and  indirect  aids  under  the  proposed  subsidy 
legislation  would  amount  to  a  total  of  approximately  $50,000,000 
annually.  Representative  Davis,  of  Tennessee,  developed  In 
cross-examination  of  Mr.  Lasker.  The  chairman  said  It  was 
estimated  that  $30,000,000  would  come  from  10  per  cent  of  the 
Import  duties.  $4,000,000  from  tonnage  dues,  $4.000.000  from 
postal  receipts,  $10.000,000  due  to  Income  tax  relief,  and  $3,125.- 
000  which  It  would  cost  the  government  to  make  loans  from 
the  proposed  fund  of  $125,000,000  at  2  per  cent,  because  2ft 
per  cent  less  than  the  government  is  now  paying  for  money. 

Ships  as  Naval  Auxiliaries 

The  Importance  of  merchant  ships  as  naval  auxiliaries  and 
the  higher  costs  of  building  merchant  vessels  In  the  United 
States  were  discussed  by  Homer  L.  Ferguson,  president  of 
the  Newport  News  Shipbuilding  £  Dry  Dock  Company,  as 
an  expert  witness  for  the  Shipping  Board  at  the  joint  hear- 
ing on  the  proposed  ship  subsidy  legislation  April  JO. 

"Any  limitation  through  international  agreement  upon  the 
future  construction  of  naval  vessels  will  make  a  merchant 
marine  and  Its  personnel  of  even  greater  importance  relatively 
than  they  have  been  in  the  past."  said  he.  continuing: 

In  lime  of  war  an  efficient  merchant  marine  1*  as  necessary  as 
an  efficient  battle  fleet.  Without  such  a  merchant  marina  the  safety 
of  our  country  might  easily  be  Imperiled.  While  world  aentlment  la 
strong  against  wars,  there  is  no  assurance  that  they  will  not  recur 
at  tlmea  and  In  region*  that  cannot  be  predicted  very  far  In  advance. 
Should  war  come,  we  should  need  a  very  large  number  of  auxiliary 
vessels  with  our  fleet,  and  still  a  larger  number  of  supply  vessels  to 
aenre  the  fleet.  There  would  be  no  time  to  build  theae  vessels  after 
diplomatic  relation*  had  been  broken,  nor  would  there  be  opportunity 
to  purchase  or  charter  them  from  abroad.  The  only  course  open 
from  the  standpoint  of  national  aafety  la  to  have  theae  veaaeU  form 
a  part  of  our  permanent  merchant  marine. 

As  the  number  of  war  veaaela  la  to  be  restricted  the  Importance 
of  the  merchant  fleet  >•  an  auxiliary  to  the  war  fleet  la  correspond- 
ingly enhanced.  Should  war  fleets  be  abolished  altogether,  the  sea 
would  be  definitely  In  the  control  of  those  powers  having  the  largest 
and  best  equipped  merchant  fleets.  Heretofore  the  American  naval 
fleet  has  existed  without  a  correspond  Ing  merchant  fleet,  which  has 
generally  been  held  as  necessary  to  a  strong  navy.  (Ireat  Britain 
and  the  United  States  agree  that  their  naval  fleets  should  equal  each 
other  In  strength:  It  dors  not.  however,  follow  that  their  war  strength 
on  the  sea  will  be  equal,  because  that  country  possessing  the  best 
merchant  shipping  Inevitably  would  have  a  tremendous  advantage. 
A  merchant  fleet  Is  always  a  potential  war  fleet  and  forms,  both  In 
Its  equipment  and  men.  a  naval  reserve,  whether  called  that  or  not. 
To  neglect  merchant  shipping,  while  limiting  war  shipping.  Is  de- 
MlM-rately  to  Invite  disaster. 

Mr.  Ferguson,  after  declaring  that  the  United  State*  must 
have  shipyard  facilities  as  well  as  an  adequate  and  efficient 
merchant  marine  to  be  prepared  for  war,  said  the  future  of 
the  shipbuilding  industry  in  the  United  State*  depended  pri- 
marily on  the  malnttnance  and  successful  development  of  the 
merchant  marine. 

"Shipbuilding  is  a  prime  national  necessity  as  was  proven 
In  a  doxen  different  ways  during  the  last  war  and  also  in  all 
of  the  other  wars,"  said  he.  "The  lesson  Is  fresh  In  our  minds 
and  argument  would  appear  superfluous." 

Taking  up  the  difference  In  the  cost  of  construction  of 
ships  in  the  United  States  and  In  Great  Britain.  Mr.  Fergu 
son  said  the  cause  of  difference  "lies  wholly  with  the  dlffei 
in  the  wages  paid  to  labor."  Said  he: 

Before  the  war,  British  wages  were  about  half  of  the  American 
wages.  On  January  1.  1322.  the  average  hourly  wage  In  British  yards 
on  the  then  rate  of  exchange  was  II  cents.  In  American  yards  the 
corresponding  figure  was  68  cents.  The  relative  efficiency  of  labor 
was  considered  somewhat  higher  In  American  yards  than  In  British 
yards,  although,  owing  to  the  greater  stagnation  of  shipbuilding  In 
this  country,  due  to  the  enormous  surplus  of  the  Shipping  Board's 
•in.  this  slight  superiority.  If  It  exists  at  all.  cannot  long  be 
maintained.  On  the  other  hand,  the  cost  of  materials  and  equip- 
ment for  cargo  vessel  construction  In  American  yards  «%as  not  appre- 
ciably different  from  the  cost  In  Britlnh  yards,  and  this  equality  will 
probably  not  be  greatly  changed  In  UK-  future. 

With  the  dearth  of  naval  construction,  on  which  American  yards 
have  In  the  past  largely  depended,  and  with  the  very  large  amount 
of  excess  cargo  tonnage  already  In  existence  under  the  American 
flag.  American  yards  look  forward  to  a  period  of  acute  depression, 
relieved  only  by  the  construction  of  the  higher  type  passenger,  or 
passenger-cargo  vessels.  If  such  Is  made  possible  by  government  aid. 
To  a  limited  degree,  such  a  period  of  depression  will  tend  to  bring 
about  low  prices  In  American  yards,  due  to  their  efforts  to  keep  their 
organisation  employed  and  to  carry  their  overhead.  This  csnnot  last 
Indefinitely,  however,  and  a  yard  which  cannot  derive  a  reasonable 
profit  from  its  work  will  have  no  *lt<rnatlv»  but  to  close  Its  gates. 
In  the  long  run.  Infrequency  of  construction  will  tend  to  Increase  costs 
here,  owing  to  the  smaller  number  of  ships  among  which  the  over- 
hod  can  be  divided. 

It  seems  Incontestable  that  In  the  future,  whatever  the  Immediate 
•Ituatlon  may  be.  we  cannot  look  for  a  closer  approach  of  our  ship- 
building prices  to  those  of  Hrltlnh  yanli  than  the  governing  disparity 
In  wage*  will  permit.  This  disparity  will  probably  be  not  less  than 
4a  per  cent  of  the  American  wages. 

If  we  ussurne  the  completed  price  of  a  standard  freight  ship  con- 
structed  In  American   yard*  to  be  100.   we   may   take   this   us   consti- 
tuted   as    follows:      labor.    40:    overhead.    JO.   and    material.    40. 
•boat  half  of  overhead  Is  labor,   we  can.  If  we  prefer,  express  this  ss 


labor,  60,  and  material.  50.  Of  the  50  which  represents  the  Ameri- 
can cost  of  labor.  55  per  cent,  or  27.5.  will  represent  the  British  cost 
of  labor.  Of  the  50  which  Is  the  American  figure  for  material,  no 
Increase  would  give  the  same  figure,  50,  for  the  British  material 
figure.  The  sum  of  the  two  would  give  77.5  as  the  index  for  the 
British  ship  against  100  for  the  American.  This  would  amount  to  a 
difference  of  slightly  over  20  per  cent  of  the  American  costs,  and 
represents  the  figure  which  it  Is  believed  will  closely  approximate 
the  permanent  differential  after  the  present  exceptional  conditions 
disappear. 

As  a  check  against  this  approximation,  inquiries  were  made  of  a 
number  of  shipyards  In  this  country,  and  cables  were  sent  to  Ship- 
ping Board  representatives  in  the  United  Kingdom  as  to  cost  of 
construction  there.  In  addition,  a  number  of  shipowners  were  inter- 
rogated, who  were  in  a  position  to  know,  through  having  had  figures 
quoted  and  having  requested  comparative  bids  here  and  In  England. 
and  the  results  are  tabulated  herewith: 

Quotations    on    8800    D.    W.    T.    Cargo    Vessel,    Reciprocating   and 

Scotch— Jan.  1.   1922: 
British — Cables    from     London    and    Glasgow    give    price    per 

D.  W.  T.  as  ranging  from  $55  to  $65. 
American — Average  of  four  yards,  $95  per  D.  W.  T. 

From  the  foregoing  It  will  be  seen  that  we  have  a  differential 
today  for  new  construction  of  the  standardized  cargo  ship  type  of 
about  $35  per  deadweight  ton.  or  over  36  per  cent. 

Having  In  view  all  these  facts  and  opinions,  it  is  believed  that 
the  future  differential  between  the  first  cost  of  construction  in  Ameri- 
can yards  and  In  British  yards  for  the  ordinary  cargo  steamer  cannot 
be  taken  as  less  than  20  per  cent  on  the  American  costs.  In  the 
case  of  constructing  the  large  and  faster  ships,  opinions  differ  more 
widely  as  to  whether  this  ratio  will  obtain  or  will  vary,  and  If  the 
latter,  to  what  extent.  In  view  of  the  fact  that  the  yards  of  this 
country  have  not  had  experience  In  constructing  this  type  of  vessel. 
It  ls  believed  that  the  ratio  will  be  not  less  than  20  per  cent,  and  will 
so  remain,  at  least  until  this  experience  Is  acquired. 

Passengers  Seek  Service 

The  Joint  committee  on  ship  subsidy  legislation  was  told 
April  11  by  T.  H.  Rossbottom,  general  manager  of  the  United 
States  Lines,  which  was  organized  by  the  Shipping  Board  to 
operate  the  Teasels  formerly  operated  by  the  U.  S.  Mall,  that 
while  cltlsens  of  foreign  countries  seek  to  travel  on  vessels  fly- 
Ing  their  own  flag,  the  American  citizen  "will  patronize  the 
largest  steamer,  or  fastest  steamer,  or  the  steamer  that  has  some 
slight  advantage  because  of  time  of  departure  or  arrival  or 
something  else,  regardless  of  the  flag  flying  at  the  stern;  and 
an  the  trans-Atlantic  trade  to  and  from  the  United  States  has 
for  years  been  dominated  by  foreign  steamship  lines,  the  proba- 
bilities are  that  his  preference  will  not  be  in  favor  of  steamships 
of  American  registry." 

Leading  up  to  the  above  declaration.  Mr.  Rossbottom,  who 
appeared  as  one  of  the  expert  witnesses  for  the  board,  said  the 
successful  development  of  an  American  merchant  marine  de- 
pended entirely  on  the  ability  of  American  steamships  effectively 
to  compete  with  foreign  steamship  lines  for  a  freight  and  pas- 
senger traffic  that,  in  a  majority  of  Instances,  was  really  Amer- 
ican trade  In  which  It  would  appear  but  natural  that  American 
steamships  should  have  a  dominating  Influence. 

The  witness  then,  said  that  the  situation  with  respect  to 
Americans  using  foreign  flag  ships  was  not  likely  to  improve  to 
any  considerable  extent.  He  said  some  Americans,  as  the  result 
of  their  present  conviction  that  the  United  States  should  have 
a  i  American  merchant  marine  equal  to  those  of  the  Important 
maritime  countries  of  the  world,  could  for  a  time  at  least,  be 
expected  to  give  preference  to  American  ships,  whan  other  con- 
ditions are  equal.  "But  that  will  not  last  very  long,"  said  he, 
adding  the  statement  quoted  In  the  opening  paragraph.  Con- 
tinuing, he  said: 

This  situation  Is  made  the  more  possible  because  of  the  fact  that 
the  foreign  countries  In  question  are  maritime,  and  not  railroad 
countries.  Their  success,  and  In  some  Instances  their  very  existence, 
depends  upon  their  merchant  marine.  Every  legislative  step  taken 
"  •  those  government*  Is  with  the  avowed  purpose  of  fostering  and  • 
Developing  their  merchant  marine  to  the  fullest  possible  extent;  every 
native  of  those  countries  from  one  end  to  the  other,  for  generations, 
has  been  brought  up  on  the  theory  that  the  standing  and  the  Im- 
portance of  his  country  among  the  nations  of  the  world  depended  prin- 
cipally upon  the  successful  operation  of  Its  merchant  marine;  and 
when  these  same  natives  come  to  the  United  States,  and  later  become 
American  citizens.  It  cannot  be  regarded  as  strange  that  some  of 
them  prefer  to  travel  on  steamships  flying  the  flag  of  the  country  In 
which  they  were  born. 

There  Is  no  such  feeling  of  pride  In  the  minds  of  the  average 
American  cltlxen.  and  until  Americans  do  realize  the  full  Importance, 
from  a  national  viewpoint,  of  the  successful  development  and  opera- 
tion of  an  American  merchant  marine,  the  few  steamship  lines  of 
American  registry  that  now  are  able  to  exist  must  compete,  as  best 
they  can,  for  cabin  passenger  traffic,  with  the  Important  steamship 
lines  of  foreign  registry. 

There  Is.  however,  one  part  of  the  passenger  traffic  to  the  United 
States  that  Congress  can  assist  In  diverting  to  steamships  of  Ameri- 
can registry,  and  thereby  furnish  the  nucleus  of  an  earning  capacity 
that  will  place  American  BtMunshtps)  In  a  better  position  than  ever 
before  to  compete  with  foreign  steamship  lines  for  the  traffic  to  the 
I'nlted  States;  and  that  Is  by  favorably  considering  the  suggestion 
that  has  been  made,  that  not  more  than  50  per  cent  of  the  alien  pas- 
sengers arriving  In  tli-  United  States  shall  be  brought  here  In  vessels 
of  foreign  registry. 

The  wonderful  development  of  foreign  steamship  lines  and  enor- 
mous profits  made  l>v  them  during  the  past  twenty-five  years  have 
been  due  principally  to  their  full  participation  In  this  alien  Immigrant 
traffic  to  the  Unit.-!  States.  The  money  that  has  paid  for  this  trans- 
portation Is  not  ma«le  In  Kurope.  It  I*  made  right  hero  In  the  United 
States  by  the  aliens  who  have  found  profitable  employment  In  this 
country,  and  Is  transferred  by  them  to  Kurnpc  to  furnish  passage  to 
their  immediate  relatives  and  friends,  who.  upon  arrival  In  the  United 
States,  secure  profitable,  employment  and  keep  up  the  same  practice 
from  year  to  year. 

Without  this  alien  truffle-  tlmt  has  been  paid  for,  and  Is  being 
paid  for.  by  monies  that  are  being  earned  In  the  United  States,  the 
Important  foreign  steamship  lines  could  not  have  prospered  and  de- 
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veloped  as  they  have,  because  this  alien  traffic,  usually  handled  In  the 
steerage,  and  In  third  class,  is  the  best  paying  of  all  traffic  handled, 
and  Is  principally  responsible  for  the  enormous  revenue  that  has  been 
used  for  the  construction  of  new  steamers,  and  the  payment  of  large 
dividends.  Favorable  action  by  Congress  on  this  proposition,  by  which 
steamship  lines  of  American  registry  will  be  practically  allotted  60 
per  cent  of  the  alien  immigrant  traffic  coming  to  the  United  States, 
will  do  more  than  Congress  has  ever  done  to  make  possible  the  prac- 
ticable development  of  an  American  merchant  marine  in  the  North 
Atlantic. 

After  discussing  various  phases  of  the  proposed  legislation 
with  regard  to  immigration,  Mr.  Rossbottom  said: 

For  the  ten  years  prior  to  the  war  the  average  annual  admission 
of  Immigrants  exceeded  one  million  persons.  At  an  average  rate  of 
$30  this  involved  $30,000,000  in  fares  accruing  chiefly  to  foreign  steam- 
ship companies  from  this  important  branch  of  the  passenger  business. 
On  such  a  basic  traffic  these  companies  were  able  to  provide  vessels 
which  permitted  further  profits  from  the  first  class  and  the  express 
and  freight  traffic. 

Under  the  present  three  per  cent  quotas,  and  taking  into  account 
such  countries  as  do  not  fill  their  quotas,  it  is  estimated  that  the 
annual  admissions  will  be  220,000.  At  an  average  fare  of  $80  this 
traffic  would  give  the  transporting  companies  a  gross  income  of 
$17.600,000  per  year,  of  which  one-half,  or  $8,800,000  should  come  to 
American  owners.  Further,  the  transportation  of  110,000  passengers 
per  year  in  American  ships  should  give  profitable  occupation  to  not 
less  than  twenty-five  good  sized  passenger  ships  on  the  North  Atlantic. 

Norman  B.  Beecher,  counsel  for  the  Shipping  Board,  who 
drafted  the  ship  subsidy  bill,  explained  to  the  committee  the 
various  provisions  of  the  measure.  Discussing  the  provisions 
regarding  taxation  and  income  tax  deductions  allowed  to  im- 
porters and  exporters  in'  American  vessels,  he  said : 

Section  23  of  the  Merchant  Marine  Act  of  1920  exempts  the  owner 
of  a  vessel,  documented  under  the  laws  of  the  United  States  and 
operated  in  foreign  trade,  from  war-profits  and  excess-profits  taxes 
imposed  by  the  Revenue  Act  of  1918  upon  the  net  earnings  of  such 
vessel,  provided  the  owner  invests  or  sets  aside  for  investment  the 
amount  of  taxes  from  which  he  is  thus  relieved  in  the  building  in 
shipyards  in  the  United  States  of  new  vessels  of  a  type  and  kind 
approved  by  the  Shipping  Board,  and  at  the  same  time  furnishes 
two-thirds  of  the  cost  of  such  vessel  out  of  his  ordinary  funds. 

Section  203  of  the  proposed  bill  amends  Section  23  of  the  Merchant 
Marine  Act  of  1920  so  as  to  make  its  provisions  apply  to  the  existing 
taxation  imposed  by  the  Revenue  Act  of  1921,  or  to  that  imposed  by 
any  subsequent  Revenue  Act.  The  amount  which  the  owner  is  re- 
quired to  furnish  out  of  his  ordinary  funds  is  reduced  from  two-thirds 
to  one-half  of  the  fcost  of  the  vessel  to  be  constructed.  The  Shipping 
Board  is  expressly  empowered  to  fix  the  time  within  which  the  owner 
must  invest  the  funds  set  aside  for  investment  in  the  building  of  a 
new  vessel,  and  provision  is  made  that  the  amount  of  the  exemption 
from  taxation  in  the  case  of  an  individual  owner  shall  be  no  greater 
than  in  the  case  of  a  corporation  owner. 

The  proposed  amendments  merely  make  the  provisions  of  Section 
23  of  the  Merchant  Marine  Act  of  1920  applicable  to  the  changes  In 
the  revenue  law  which  have  taken  place  since  the  Merchant  Marine 
Act  was  enacted  except  as  to  certain  minor  details.  The  power  of 
the  Board  to  fix  by  rule  the  time  within  which  the  owner  must  invest 
in  the  building  of  new  ships  is  made  clear.  The  amount  of  capital 
which  the  owner  is  required  to  furnish  is  reduced  from  two-thirds  to 
one-half  of  the  cost  of  new  ship  construction.  In  view  of  the  difficul- 
ties of  securing  fresh  capital  for  investment  in  new  ship  construction 
it  seems  desirable  that  this  proposed  reduction  should  be  made. 

The  last  paragraph  of  Section  23  of  the  Merchant  Marine  Act  of 
1920  provides  a  similar  exemption  from  income  taxes  under  the 
Revenue  Act  of  1918  of  the  proceeds  of  sale  by  a  citizen  of  the  United 
States  of  any  vessel  documented  under  the  laws  of  the  United  States 
and  built  prior  to  January  1,  1914,  provided  such  entire  proceeds 
shall  be  invested  in  the  building  of  new  ships  in  American  shipyards 
of  a  type  approved  by  the  Shipping  Board. 

Section  203  of  the  proposed  bill  amends  this  paragraph  of  Section 
23  of  the  Merchant  Marine  Act  of  1920  so  as  to  make  it  applicable  to 
the  taxes  payable  under  the  Revenue  Act  of  1921,  or  any  subsequent 
Revenue  Act. 

Through  inadvertence  the  words  "of  1918  or  under  the  Revenue  Act 
of  1921.  or  any  subsequent  Revenue  Act"  are  omitted  from  the  pro- 
posed bill,  and  it  should  be  corrected  accordingly. 

Under  Section  23  of  the  Merchant  Marine  Act  of  1920  the  Shipping 
•    Board   is  authorized  to  make  rules  and   regulations  to  determine  the 
net   earnings   of   vessels   documented    under   the   laws    of    the    United 
States  for  the  purpose  of  applying  the  exemption  from  taxation  per- 
mitted under  that  section. 

Section  302  of  the  proposed  bill  extends  the  authority  of  the  United 
States  Shipping  Board  so  as  to  authorize  it  to  make  rules  and  regula- 
tions for  the  deduction  of  the  net  earnings  of  a  vessel  documented 
under  the  laws  of  the  United  States  for  the  purposes  of  taxation  as 
well  as  for  the  purpose  of  applying  the  provision  of  Section  23  with 
reference  to  exemption  from  taxation.  Not  only  does  it  seem  proper 
that  the  same  rules  and  regulations  should  be  applied  in  each  case, 
but  there  is  a  further  reason  for  the  proposed  broadening  of  the  au- 
thority of  the  Shipping  Board.  The  revenue  act  allows  the  ship  owner 
"reasonable  allowance  for  the  exhaustion,  wear  and  tear  of  property 
used  in  the  trade  or  business,  including  a  reasonable  allowance  for 
obsolescence."  This  language  has  been  somewhat  narrowly  construed 
by  the  internal  revenue  department  so  that  the  allowances  for  de- 
preciation, in  the  case  of  vessels  of  the  United  States,  is  substantially 
below  the  allowances  made  by  the  taxing  authorities  of  other  coun- 
tries. This  difference  frequently  results  in  an  added  handicap  to  the 
owner  of  American  vessels  which  it  is  thought  that  the  Shipping 
Board  should  be  authorized  to  remove. 

Section  302  further  permits  an  allowance  to  be  made  in  the  case 
of  vessels  acquired  prior  to  January  1,  1921,  for  the  exceptional  de- 
preciation in  value  of  shipping  since  that  date.  The  propriety  of  such 
allowance  was  recognized  by  the  British  taxing  authorities  as  early 
as  1917.  Provisional  allowances  were  made  pursuant  to  regulations 
issued  by  the  Board  of  Inland  Revenue  of  Great  Britain  and  the  prin- 
ciple therein  expressed  has  since  been  carried  out.  In  this  respect 
again  the  American  ship  owner  who  purchased  his  vessels  at  the 
Inflated  prices  existing  prior  to  January  1,  1921,  is  at  a  very  material 
disadvantage  with  his  British  competitor.  Section  302  is  intended 
to  give  the  Shipping  Board  the  necessary  authority  to  remove  this 
discrimination. 

Section  301  of  the  proposed  Bill  permits  any  person  to  deduct  from 
the  amount  of  his  income  taxes  under  the  Revenue  Act  of  1921,  or 
any  subsequent  Act.  5  per  cent  of  the  amount  of  ocean  freight  money 
which  he  has  paid  during  the  taxable  year  for  the  transportation 
of  goods  or  property  in  a  vessel  documented  under  the  laws  of  the 


United   States,   between   the   United   States   and   foreign   countries   in 

e'thThed'peHmary  purpose  of  this  Section  Is  to  provide  an  incentive 
to  importers  and  exporters  to  have  their  goods  carried  in  American 
vessels.  No  direct  financial  benefit  would  be  received  by  the  ship 
owner,  but.  if  the  provision  is  as  effective  as  It  Is  hoped,  the  benefit 
to  the  ship  owner  will  be  much  greater  in  fact  than  the  receipt  by 
him  of  an  equal  sum  of  money.  If  the  American  ship  owner  can  be 
assured  of  full  cargoes  his  problem  is  largely  solved.  Wherever  may 
be  the  ultimate  effect  of  this  provision  its  tendency  will  certainly 
be  in  this  direction. 

Section  34  of  the  Merchant  Marine  Act  of  1920  has  been  generally 
regarded  as  the  most  important  provision  in  that  Act.  It  having  been 
determined  that  Section  34  cannot  be  put  in  operation,  the  importance 
of  some  provision  which  would  have  a  similar  effect  in  bring  cargoes 
to  American  ships  is  obvious.  It  Is  hoped  and  believed  that  Section 
301  will  be  the  more  effective  for  this  purpose  than  Section  34  would 
have  been  Section  34  is  applicable  only  to  imports  which  are  dutiable. 
These  comprise  not  more  than  one-third  of  the  total  volume  of  imports. 
Section  34  has  no  application  to  exports  and  would  have  no  tendency 
to  secure  cargoes  for  American  vessels  outward  bound. 

Not  only  should  this  Section  prove  advantageous  in  securing  car- 
goes for  American  vessels,  but  it  would  directly  benefit  all  sections 
of  the  country  concerned  either  in  the  importing  or  exporting  of  goods; 
the  farmer  the  cotton-grower,  the  cattle  raiser,  the  lumber  producer, 
as  well  as  the  manufacturer  will  all  directly  benefit  in  the  deduction 
of  5  per  cent  from  their  freight  bills. 

It  i?  estimated  that  the  total  cost  to  the  Treasury  under  this 
Section  will  not  exceed  $10,000,000  per  annum.  At  the  present  time  the 
cost  would  be  much  less. 

High  Costs  for  American  Ships 

A  comprehensive  and  detailed  statement  of  the  difference 
in  cost  of  operating  American  flag  ships  and  ships  of  other  na- 
tions and  the  cost  of  the  direct  aid  proposed  in  the  subsidy  bill 
was  made  to  the  congressional  joint  ship  subsidy  committee 
April  13  by  R.  T.  Merrill,  director  of  the  Bureau  of  Research  of 
the  Shipping  Board. 

"It  is  all  too  common  a  statement  that  American  crews  by 
their  efficiency,  ability  and  ingenuity  can  so  operate  a  ship  as 
to  overcome  the  difference  in  cost  existing  between  the  opera- 
tions of  American  ships  and  of  foreign  ones,"  said  he.  "For 
certain  types  of  ships — the  faster,  larger,  passenger-carrying 
steamers — this  may  be  true.  It  is  not  true  and  cannot  be  made 
so  for  the  tramp  steamer  under  present  conditions." 

Mr.  Merrill  had  just  shown  that  approximately  two-thirds 
of  the  world's  tonnage  is  in  the  "tramp  type"  class  of  vessel. 

He  said  the  charterer  of  tramp  tonnage  sought  only  the 
cheapest  possible  rate  and  that  the  tramp  steamer  under  the 
American  flag  must  be  prepared  to  compete  for  business  at  that 
rate  or  withdraw  "from  this  important  section  of  foreign  com- 
merce." He  said  the  United  States  could  not  get  and  doubtless 
would  not  want  crews  as  cheap  as  those  of  other  countries  in 
the  tramp  boat  services.  Therefore  he  said  the  difference  b* 
tween  our  wages  and  those  of  other  countries  has  been  in  the 
past  and  will  be  in  the  future  so  great  as  to  make  it  almost  im- 
possible for  the  United  States  to  compete  in  tramp  shipping. 

The  witness  then  proceeded  with  comparisons  of  the  operat- 
ing costs  of  British  and  American  vessels  as  he  said  such  a  com- 
parison would  be  conservative  with  regard  to  all  other  nations. 

He  said  the  post-war  wage  scale  for  a  standard  coal  burning 
cargo  ship  of  10  knots  and  6,000  gross  tons,  with  the  pound 
sterling  at  $3.70 — the  then  figure — resulted  in  a  differential  be- 
tween British  and  American  wage  scale  of  77  per  cent  on  the 
British  scale,  or  a  monthly  difference  of  $2,322  per  ship. 

Under  the  1921  wage  scale,  he  showed  a  difference  of  $2,- 
468.67  per  ship  on  vessels  of  similar  types,  the  American  wage 
scale  requiring  a  wage  bill  of  $4,842  as  against  the' British  bill 
of  $2,373.33.  Under  the  1922  scales  the  differential  dropped  ti 
from  $600  to  $800  in  round  figures  per  ship,  according  to  type 
of  vessel. 

Discussing  this  decrease  in  the  differential  Mr.  Merrill  re- 
ferred to  the  depression  in  ocean  shipping,  the  necessity  for 
American  ship  operators  to  reduce  wages  and  the  action  of  the 
British  in  meeting  those  reductions.  He  said  the  British  scale 
was  not  as  much  below  the  previous  British  scale  as  the  Amer- 
ican scales  were  below  their  previous  figures.  He  then  said: 

The  difference  lies  in  the  existing  abnormal  conditions  in  the 
United  States.  The  relative  positions  of  Great  Britain  and  the 
United  States  of  three  years  previous  are  practically  reversed: 
the  British  are  suffering  from  the  current  depression,  it  is  true, 
but  of  their  merchant  marine  only  about  one-sixth  is  laid  up, 
according  to  the  best  figures  available,  while  of  the  Shipping 
Board  fleet  alone,  out  of  over  fourteen  hundred  steel  steamers, 
one  thousand,  or  70  per  cent,  are  idle. 

As  a  result  of  this  change  of  conditions,  the  American  ship- 
ping offices,  at  the  time  the  reduction  was  under  contemplation, 
were  filled  with  men  seeking  work,  and  ready  to  take  almost  any 
pay  that  was  offered  them,  while  in  British  shipping-  circles  the 
unemployment  situation  was  not  as  serious.  The  wags  scales  for 
the  current  year  measure,  therefore,  not  so  much  the  difference 
In  living  standards,  as  the  difference  in  degree  of  the  shipping 
depression. 

The  fact  that  temporarily  our  scales  come  closer  to  those  of 
foreign  nations  than  is  normally  the  case  is  chiefly  significant  as 
marking  the  extremely  low  ebb  to  which  American  shipping  has 
again  sunk,  for  it  is  only  because  more  American  ships  in  pro- 
portion than  any  other  nation  are  laid  up,  and  more  seamen  are 
consequently  out  of  work,  that  our  scales  are  temporarily  lower 
in  proportion  than  those  of  other  countries. 

There  Is  at  present  going  on  a  drifting  away  from  the  sea  of 
the  large  surplus  of  officers  and  men  so  noticeable  a  few  months 
ago.  The  best  ones  will  succeed  in  finding  employment  in  other 
fields,  and  if  our  merchant  marine  is  ever  lifted  from  its  depres- 
sion we  may  find,  not  alone  that  the  only  men  available  for 
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manning  our  ships  are  those  least  valuable,  but  that  there  Is  a 
shortage  of  even  these. 

There  is  today,  and  probably  will  be  for  a  number  of  years, 
a  surplus  of  tramp  vessels  over  the  demand  for  them  by  ship- 
pers. In  other  words,  there  Is  not  enough  business  to  go  around. 
America  has  ships  to  carry  a  much  greater  portion  of  trade  than 
the  small  amount  It  Is  actually  obtaining.  Indeed,  probably  half 
the  unemployed  vessels  In  the  shipping  world  are  ours,  and  par- 
ticularly are  Shipping  Board  vessels.  If  through  this  proposed 
legislation  America  obtains  her  rightful  share  of  her  own  car- 
rying trade,  she  can  only  do  so  at  the  expense  of  some  foreign 
competitor  who  Is  carrying  today  a  portion  of  American  trade 
which  we  must  carry. 

To  win  this  share  of  trade  means  that  additional  American 
ships  must  be  put  into  service,  and  on  the  other  hand,  that  num- 
bers of  foreign  ships  will  at  least  be  forced  out  of  their  present 
business,  and  may  possibly  be  laid  up  altogether,  \\hen  this 
takes  place  the  demand  for  sea  labor  for  American  ships  will 
bring  American  wages  up,  or  at  least  will  prevent  further  de- 
crease, while  the  unemployment  abroad,  the  creation  of  a  greater 
surplus  of  idle  ships  there,  will  have  the  effect  of  bringing  fur- 
ther marked  reductions  abroad  as  the  same  conditions  brought 
them  here. 

Mr.  Merrill  said  there  was  a  further  differential  in  sub- 
sistence or  feeding  coats  of  the  crews.  He  said  this  was  dtie 
largely  to  the  character  of  amount  of  food  served.  He  said  the 
average  of  eight  private  American  companies  for  deepwater  Tea- 
sels for  the  last  part  of  1921  was  82.5  cents  per  man  per  day. 
The  Shipping  Board  has  prescribed  a  maximum  of  80  cents  a 
day  for  food.  He  said  the  American  Steamship  Owners'  Asso- 
ciation estimated  that  the  British  cost  of  feeding  on,  cargo  ships 
was  about  50  cents,  and  that  reports  from  the  Shipping  Board 
representative  at  London  showed  an  average  of  60  cents  for 
European  maritime  countries,  while  reports  from  Japan  showed 
62.5  cents.  He  said  in  conclusion  on  this  point: 

On  the  typical  8.SOO  tons  ship  which  we  have  been  u«lng  as 
a  basis  for  comparison,  a  subsistence  differential  of  20  cents  a 
day  for  each  roan,  would  amount  to  }((  per  year  per  man.  as- 
suming the  vessel  to  operate  eleven  months  a  year,  or  with  a 
f..rty  man  crew,  to  I2.«40  per  year. 

While  It  has  been  Impossible  to  itet  absolutely  accurate  fig- 
ures In  a  sufficient  number  of  cases  to  lay  down  any  fixed  gen- 
eral rule.  It  Is  nevertheless  true  that  the  standard  of  living  on 
a  ship  must  approximate  the  standard  of  living  of  the  country 
whose  nationals  the  crew  ar.- 

It  Is  undoubtedly  true  that  many  ship  owners,  forced  to 
•have  every  penny  of  present  expenurs  even  to  the  detriment  or 
future  efficiency,  may  be  obliged  to  subsist  their  crews  at  a 
lower  standard  than  would  normally  b«  possible.  For  the  pres- 
ent, owing  to  the  surplus  of  unemployed  sea  labor.  It  Is  equally 
true  that  men  will  go  to  sea  on  American  ships  feeding  on  such 

The  Board  does  not  believe  that  an  American  Merchant 
Marine  can  be  seccessfully  built  up,  especially  If  It  to  to  contain 
a  larger  proportion  of  American  personnel  than  It  has  In  the 
past  except  Its  crews,  especially  Its  American  crews,  be  fed  at  a 
decent  rate,  comparable  with  American  standards  of  living.  The 
Board  Is  utterly  opposed  to  any  suggestion  that  competition  Is 
possible,  or  that  American  crews  can  be  obtalnrd.  If  the  standard 
of  living  on  board  ships  Is  to  be  reduced  to.  or  maintained  at. 
Ktiropean  standards.  As  the  proportion  of  American  seamen  on 
American  boats  Increases,  the  differential  In  subsistence  will 
equally  Increase.  W«  believe,  therefore,  that  taking  the  ordinary 
t-argo  ship.  It  Is  a  conservative  assumption  that  the  subslstenct 
on  an  American  vessel  should  be.  In  normal  times,  at  least  ISO 
per  man  per  year  higher  than  that  on  a  similar  British  ship. 

ST.  LAWRENCE  SHIP  CANAL 

The  Great  Lake»8t  Lawrence  Tidewater  Association,  which 
In  conducting  an  Intensive  publicity  campaign  in  behalf  of  the 
Great  Lakes-St  Lawrence  waterway  project,  has  Issued  the  fol- 
lowing statement: 

The  several  bills  Introduced  In  Congress,  relative  to  a  deep 
waterway  from  the  Great  Lakes  to  the  sea.  which  some  feared 
might  delay  action  on  that  project  through  confusion  of  purposes, 
are  not  likely  to  have  any  such  effect.  No  hearings  will  be  asked 
on  any  of  them  until  some  International  understanding  Is 
As  It  takes  two  to  make  a  bargain  It  would  be  a  waste  of  time 
and  effort  for  Congress  to  hold  hearings  or  enact  legislation  until 
the  other  riparian  owner  has  been  heard  from. 

The  Canadians,  single-handed,  are  spending  something  like 
MO.000.000  on  the  New  Welland  Canal,  which  Is  as  much,  rela- 
tively, as  six  or  seven  billions  would  be  for  us.  and  there  may  be 
a  limit  somewhere  to  the  public  spirit  of  that  empire-minded 
people. 

It  should  be  noted,  also,  and  to  their  further  credit,  that  the 
Welland  Canal,  when  completed,  will  be  free  to  the  ships  of  the 
United  States. 

As  our  lake  cities  are  larger  and  our  transportation  situation 
more  critical  than  theirs,  they  may  not  feel  the  same  Imperative 
need  that  we  do  of  a  new  outlet  to  the  sea.  But  as  they  joined 
In  the  survey  of  the  project  and  their  commissioners  were  unan- 
imous for  the  favorable  report,  an  early  understanding  and  con- 
current action  of  the  two  countries  seems  the  probable  outcome. 

Can  we  consistently  use  a  free  canal,  built  by  Canadian  money 
In  Canadian  territory,  a  single  and  vital  link  In  our  Inland  water- 
way, and  then  balk  at  putting  In  a  few  dollars  of  our  own? 

"The  prominence  that  Is  being  given  the  St  Lawrence  deep 
waterway  project  in  the  United  States  makes  the  annual  report 
of  the  harbor  commissioners  of  Montreal  for  1921  of  more  than 
usual  Interest,"  says  Counsel-General  Albert  Halstead,  Montreal, 
In  a  report  to  the  Department  of  Commerce. 

"During  1921.  according  to  this  report,  nearly  8,000.000  tons 
of  freight  were  handled.  Including  102.671.716  bushels  of  grain, 
which  was  40,000.000  bushels  more  than  in  1914— the  largest 
previous  year.  The  harbor  commissioner's  receipts  for  dues 
were  12.891.274.42. 

"The  United  States  ranked  third  In  the  tonnage  of  vessels 


arriving  in  Montreal,  of  which  there  were  48,  aggregating  164,- 
814  tons.  British  ships  ranked  first,  with  745  vessels  of  2,294,- 
846  tons,  and  Norwegian  ships  second,  of  which  there  were  84, 
aggregating  206,153  tons.  During  1921  trans-Atlantic  steamers, 
numbering  807,  with  a  tonnage  of  2,598,494,  entered  the  port  of 
Montreal.  In  addition,  vessels  from  the  Maritime  Provinces  and 
from  inland  waterways,  totaling  7,136,956  tons,  entered  the  port, 
making  a  grand  total  of  5,541  ships,  with  a  combined  tonnage  of 
9,735,450. 

"The  harbor  commissioners  have  almost  completed  a  large 
modern  warehouse,  so  located  as  to  serve  the  harbor  and  the 
railway  terminals.  It  is  440  feet  long,  110  feet  wide,  and  10 
stories  high.  Ten  refrigerator  cars  may  be  unloaded  at  a  time, 
and  an  equal  number  may  be  unloaded  just  outside  the  ware- 
house, while  30  trucks  can  handle  goods  at  once.  This  ware- 
house has  a  natural  cool-storage  capacity  of  450,000  cubic  feet, 
together  with  350,000  cubic  feet  for  railway  cars  and  vehicles, 
and  a  cold-storage  capacity  of  1,565,000  cubic  feet  Including  the 
dry  storage  space  the  total  capacity  of  the  warehouse  is  4,628,- 
000  cubic  feet. 

"The  elevator  system  of  the  harbor  is  closely  interchange- 
able and  grain  from  either  elevator  may  be  shipped  to  any  berth. 
The  total  elevator  capacity  is  8,832,000  bushels." 


SHIPPING  BOARD  TRIES  TO  COERCE 

Thi   Traffic   World    Washington   Burton 

\V.  J.  Love,  vice-president  of  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation  in  charge  of  traffic,  says 
the  statement  made  last  week  in  Chicago  to  the  effect  that  the 
board  was  asking  the  big  packers  to  ship  at  least  30  per  cent 
of  their  tonnage  in  Shipping  Board  vessels  at  rates  of  33  1-3 
per  cent  higher  than  rates  provided  in  contracts  between  the 
packers  and  the  Holland-American  line  was  not  true.  (See 
Traffic  World.  April  8.  p.  761.) 

"We  are  asking  the  packers  for  part  of  their  business  at 
exactly  the  same  rate  as  that  given  by  the  Holland-American 
line,"  said  Mr.  Love. 

Mr.  Love  denied  that  It  was  the  policy  of  the  traffic  de- 
partment to  seek  business  on  patriotic  grounds. 


give  the  service  at  the 


rates,  we 


exporters  to  ship   in  Arfle,r|c,«n   flag 

licther  or  not  an  agent  of  the  board  at  Chicago  had  ap- 
pealed for  business  on  patriotic  grounds  Mr.  Love  was  not  pre- 
pared to  say. 


Representatives  of  the  Chicago  packers,  confronted  with  the) 
above  denial,  said  Mr.  Love  had  adroitly  seized  on  an  error  in\ 
The  Traffic  World's  report.    It  appears  that  the  plea  for  Rotter-  / 
dam  tonnage  for  the  Cosmopolitan  Line,  which  was,  In  effect, 
a  request  that  the  packers  show  their  patriotism  by  cancelling 
•0  per  cent  of  their  contracts  with  the  Holland-American  Line, 
contemplated  a  meeting  of  the  contract  rate  by  Shipping  Board 
operators.     The  situation  with   regard  to  the  United   Kingdom 
tonnage,  however,  was  as  stated,  although  no  specific  tonnage 
was  demanded  by  the  Shipping  Board.     Tho  rat»  via  the  Rear- 
don-Smith  Line  was  40  cents  and  th*t  via  ;h«-  TTnlK.l 

Its  Shipping  Board  competitor,  was  60  cents.  The  Insti- 
tute of  American  Meat  Packers  was  censured  for  informing  its 
members  of  the  lower  rate,  on  the  theory  that  doing  so  would 
divert  traffic  to  a  non-American  line  and  so  show  the  organ- 
ization to  be  unpatriotic. 

In  both  Instances,  the  packers  say,  the  service  offered  by 
B*  board  could  not  stand  up  under  comparison  with  that  offered 
by  the  competing  operators. 

Mr.  Love's  refusal  to  comment  on  the  fact  that  an  agent 
of  the  board  had  been  Instructed  to  deliver  the  board's  views 
on  the  patriotism  of  the  Chicago  packers  to  those  gentlemen. 
was  regarded  as  an  evasion.  Several  men  prominent  in  pack- 
Ing  house  traffic  circles  told  of  visits  from  representatives  of 
the  two  board  lines  involved  In  which  they  were  told,  in  no 
uncertain  terms,  that  their  method  of  disregarding  the  nation- 
ality of  vessels,  when  seeking  advantageous  services  and  rates, 
were  looked  on  with  disfavor.  These  men  were,  for  obvious  I/ 
reasons,  unwilling  to  allow  themselves  to  be  directly  quoted. 
But  they  were  unanimous  In  saying  that  at  least  one  of  the 
board's  representatives  made  no  secret  of  the  fact  that  his  in-  , 
structlons  had  come  direct  from  Mr.  Love. 


OCEAN  CONFERENCE  RATES 

Tkt   Tragic   World    Washington   Bunau 

W.  J.  Lore,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, In  charge  of  traffic,  made  the  following  announcement,  this 
week  regarding  the  status  of  the  various  conference  arrange- 
ments to  which  the  Shipping  Board  is  a  party: 

There  have  been  no  developments  of  Interest  or  Importance  In  the 
trade  between  the  United  States  and  the  United  Kingdom.  Germany. 
Belgium.  Holland  and  France.  Rates  are  firm  and  few  changes  have 
made. 

From  the  Gulf,  cotton  rates  am  firm  In  all  directions,  and  while 
the  movement  Is  not  large  It  Is  steady  In  certain  trade*. 
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Offerings  of  phosphate  rock  from  the  South  Atlantic  are  in  fair 
volume  at  prices  from  $4  to  »6  per  ton.  according  to  destination. 

On  the  Pacific  Coast.  Oriental  outward  rates  are  weak  and  the 
general  situation  is  chaotic  due  principally  to  the  falling  off  in  demand 
for  lumber  to  Japan  and  thus  throwing  on  the  market  a  large  number 
of  Japanese  steamers  which  previously  had  been  engaged  In  this  trade. 

No  change  is  reported  in  the  Australian  and  South  American 
berths  from  the  West  coast.  Inquiries  are  light  and  rates  nominal. 

Offerings  of  general  cargo  for  the  Far  East  from  New  York  are 
light  although  demand  for  steel  continues  brisk. 

Black  Sea  and  Levant  services  are  doing  better  as  demand  for 
space  is  active  and  rates  are  advancing. 

Coffee  rates  continue  unnecessarily  low,  in  fact,  are  totally  unre- 
munerative,  owing  to  competition  principally  of  Scandinavian  ships. 

BRITISH  DON'T  LIKE  SUBSIDY  BILL 

The  Tragic  World   Washington  Bureau 

3.  F.  Sheedy,  European  manager  for  the  Shipping  Board, 
now  in  the  United  States,  reported  this  week  to  Chairman 
Lasker  that  the  British  had  taken  up  the  ship  subsidy  bill 
section  by  section.  The  British,  Mr.  Lasker  eaid  it  was  re- 
ported by  Mr.  Sheedy,  objected  to  the  bill  "as  not  being 
chummy."  Mr.  Sheedy  reported  that  the  operation  of  ships  was 
showing  marked  improvement.  The  board  has  been  unable  to 
get  good  berthing  facilities  at  London,  he  said.  Chairman 
Lasker  said  unless  this  condition  were  remedied,  the  matter 
probably  would  be  taken  up  with  the  British  by  the  government. 

TRAINING  MEN  FOR  OCEAN  TRANSPORTATION 
The  need  for  trained  export  traffic  men  has  prompted  the 
West  Side  Y.  M.  C.  A.  in  New  York  to  inaugurate  an  intensive 
course  in  ocean  transportation  which  will  specialize  in  traffic 
management  in  importing  and  exporting.  The  course  will  con- 
tinue for  16  sessions,  meeting  on  Tuesday  and  Thursday  even- 
ings, beginning  April  11.  C.  F.  Walden  will  be  the  leader  in  the 
discussions  of  this  group.  For  20  years  Mr.  Walden  was  in  the 
freight  traffic  department  of  the  Pennsylvania  Railroad  and  sub- 
sequently was  president  of  one  of  New  York's  transfer  and  for- 
warding corporations.  The  course  is  intended  for  men  planning 
to  enter  ocean  transportation  work  as  a  vocation  as  well  as  those 
in  traffic  departments  in  minor  positions  who  realize  the  need  of 
a  broader  grasp  •  of  the  subject  in  order  to  obtain  promotion. 
Among  the  subjects  that  will  be  discussed  are:  The  export  traffic 
manager,  the  United  States  shipping  act,  steamship  lines  and 
routes,  shipping  papers,  export  and  steamship  bills  of  lading, 
weight  measurement  and  conversion  tables,  packing  and  mark- 
ing export  shipments,  a  trip  by  ocean  freight,  custom  house 
clearance,  trucking,  lighterage,  storage,  export  rates  from  points 
in  the  United  States,  shipments  by  rail  from  interior  points, 
ocean  freight  rates,  marine  insurance,  foreign  freight  forward- 
ers, import  freight,  foreign  express  service,  and  parcel  post. 

HAMMOND   CONGRATULATES    LASKER 

The  Shipping  Board  this  week  made  public  the  following 
telegram  to  Chairman  Lasker  from  John  Hays  Hammond,  well 
known  mining  engineer,  Santa  Barbara,  Calif.: 

Please  accept  my  appreciation  of  the  endeavor  you  are  making 
in  behalf  of  an  American  merchant  marine.  You  are  rendering  great 
service  to  the  nation.  It  is  regrettable  that  our  people  do  not  fully 
realize  the  interdependence  of  every  class  of  the  community  and  every 
section  of  the  union,  and  that  an  American  merchant  marine  is 
indispensable  for  our  export  trade  upon  which  the  prosperity  of  all 
our  industries  depends.  Every  section  of  the  country  is  affected. 
The  great  Middle  West  contributes  about  forty-four  per  cent  of  the 
nation's  total  exports,  and  therefore  is  vitally  concerned.  President 
Harding's  message  to  Congress  is  one  of  the  most  constructive  recom- 
mendations presented  on  this  subject.  It  will  be  a  national  calamity 
If  the  present  Congress  fails  to  carry  out  the  plan  he  advocates. 
Many  years'  study  of  this  subject,  at  home  and  abroad,  prompts  me 
to  send  you  this  wire. 

LEVIATHAN    NAMED    FOR    PRESIDENT 

The  Leviathan,  which  will  be  the  equal  of  the  largest  ship 
in  the  world  when  it  has  been  reconditioned,  will  be  known 
hereafter  as  the  "President  Harding."  The  decision  to  name 
the  vessel  after  the  President  was  made  by  the  Shipping  Board 
this  week  on  motion  of  Commissioners  Thompson  and  Cham- 
berlain, who  said  the  ship  should  bear  his  name  because  he 
had  done  more  than  any  other  person  in  behalf  of  re-establish- 
ment of  the  American  merchant  marine.  The  names  of  the 
former  presidents  to  be  given  the  combination  passenger-cargo 
vessels  owned  by  the  board  have  been  selected  and  will  be 
announced  as  soon  as  a  check  to  determine  whether  there  are 
vessels  named  after  any  of  the  presidents.  There  is  an  Italian 
and  an  Argentine  vessel  named  after  Woodrow  Wilson.  How- 
ever, Wilson's  name  may  be  used  in  such  a  way  so  that  there 
will  be  no  conflict,  it  was  said. 


Lasker  referred  the  matter  to  Mr.  Love  for  investigation  and  a 
report. 


SHIPPING   BOARD  VESSELS   IN   OPERATION 

The  Emergency  Fleet  Corporation  as  of  April  1  had  36  ves- 
sels chartered  on  a  bare-boat  basis  and  413  under  the  managing 
agent  agreements.  This  made  a  total  of  449  Shipping  Board  ves- 
sels in  operation  out  of  a  total  of  1,438  ships  in  the  fleet. 

MERCHANT    MARINE    RESOLUTION 

A  resolution  recommending  that  the  government  do  "what- 
ever may  be  necessary"  to  strengthen  and  build  up  an  American 
merchant  marine,  that  section  7  of  the  merchant  marine  act 
of  1920  be  fully  complied  with,  and  that  President  Harding's 
ship  subsidy  plan  be  adopted,  was  passed  by  the  Louisville 
Board  of  Trade,  April  4. 


RATES  VIA  SUNSET  ROUTE 

What  began  as  a  routine  hearing  on  the  proposal  of  the 
Southern  Pacific  to  publish,  via  its  steamship  and  railroad  lines, 
rates  to  California  from  New  York  considerably  lower  than 
those  now  in  effect,  on  ten  specified  commodities,  took  on  an 
added  significance  when  F.  H.  Plaisted,  assistant  director  of 
traffic  for  the  Southern  Pacific,  admitted  that  his  line  had 
instructed  Mr.  Countiss  to  prepare  immediately  tariffs  which 
should  name  similar  reductions  on  practically  all  schedule  C 
commodities. 

The  hearing  was  before  Examiner  Gault,  in  Chicago,  in 
I.  and  S.  1511,  reduced  rates  from  New  York  piers,  and  the 
suspended  document  was  supplement  No.  27  to  the  current 
transcontinental  westbound  tariff.  The  rates  proposed  therein, 
for  application  via  the  Mallory  and  Morgan  lines,  through  Gal- 
veston,  to  destinations  on  the  Southern  Pacific  in  California, 
were  those  at  present  in  effect  on  the  same  commodities  from 
group  D  territory,  which  includes  Chicago.  The  commodities 
directly  involved  were  ammunition,  beverages,  canned  goods, 
linoleum,  green  coffee,  grape  juice,  paint,  twine  and  cordage, 
and  glass  and  glassware,  and  the  reductions  in  practically  every 
case  amounted  to  33%  cents  a  hundred  pounds. 

Mr.  Plaisted  said  the  reductions  were  necessary  because 
rates  materially  lower  than  those  proposed  were  in  effect  via 
canal  water  routes,  and  he  insisted  that  the  Southern  Pacific 
had  small  hope  of  garnering  much  tonnage  should  the  proposed 
rates  go  into  effect.  He  said  the  only  reason  his  line  had  not 
made  them  much  lower  was  because  to  do  so  would  have  dis- 
turbed the  fourth  section  situation  west  of  Chicago. 

As  illustrating  the  condition  these  rates  were  expected  to 
meet  in  part,  the  witness  said  the  tonnage  of  the  commodities 
involved  shipped  over  the  Sunset  route  had  dwindled  from 
7,000  in  1917  to  95  in  1921,  while  the  tonnage  through  the  canal 
had  grown  from  21,000  in  1920,  when  these  ships  recommenced 
operating,  to  33,118  in  1921. 

It  was  in  a  discussion  of  the  Commission's  order  in  fifth 
section  application  No.  324,  reported  in  the  48  volume,  that 
the  question  of  other  commodities  came  up.  Luther  M.  Walter, 
attorney  for  a  number  of  protesting  middle  western  communi- 
ties and  individuals,  pointed  out  to  the  witness  that  in  that 
order  the  Commission  had  refused  permission  for  the  Southern 
Pacific  to  reduce  rates  on  24  selected  commodities,  while  per- 
mitting the  remainder  to  remain  on  the  higher  level. 

"And  in  this  case,"  he  continued,  addressing  the  witness, 
"you  are  proposing  to  reduce  rates  on  a  smaller  number  of 
selected  commodities." 

"I  may  as  well  say,"  returned  Mr.  Plaisted,  "that  there  is 
now  in  the  hands  of  Mr.  Countiss  a  letter  instructing  him  to 
publish  for  application,  via  our  lines,  from  New  York  to  Cali- 
fornia, rates  on  all  schedule  C  commodities  that  move  via  canal 
on  the  basis  of  the  group  D  rates  at  present  in  effect." 

"Then,"  said  Mr.  Walter,  evidently  surprised,  "this  is  but 
the  entering  wedge." 

The  witness  answered  affirmatively. 

Cross-examination  drew  from  the  witness  the  fact  that  the 
Southern  Pacific  was  willing  to  join  with  connecting  lines  in 
California  to  make  the  proposed  rates  effective  on  points  off 
its  own  lines.  He  also  said  that  his  line  would  willingly  join 
with  other  lines  in  publishing  lower  rates  from  Chicago  and 
St.  Louis  to  the  Pacific  coast,  providing  it  could  be  shown  that 
actual  water  competition  via  the  barge  line  and  ocean  existed. 


COMPETITION  BY  SHIPPING  BOARD 
Officials  of  flhe  United  Fruit  Co.  protested  to  Chairman 
Lasker  of  the  Shipping  Board  and  Vice-President  Love  of  the 
Emergency  Fleet  Corporation  this  week  against  operation  in 
the  West  Indies  trade  of  Shipping  Board  vessels  by  the  Clyde 
line.  The  United  Fruit  Co.  takes  the  position  that  it  should  be 
faced  by  "unnecessary  competition"  by  government  vessels.  Mr. 


N.  Y.   L.   E.  &  W.   BONDS 

The  New  York,  Lake  Erie  &  Western  Coal  and  Railroad 
Company  has  applied  to  the  Commission  for  authority  to  extend 
for  twenty  years  to  May  1,  1942,  the  maturity  of  $3,000,000  of 
its  first  mortgage  bonds,  the  rate  of  interest  to  be  cut  from 
6  to  5%  per  cent.  Authority  for  the  Erie  Railroad  Company  to 
assume  liability  as  guarantor  of  the  principal  and  interest  of 
the  bonds  also  is  requested  in  the  application.  The  Erie  also 
seeks  an  order,  if  such  order  is  held  necessary,  authorizing  it 
to  extend  the  lease  of  the  coal  and  railroad  company  to  July  1, 
1945. 
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The   Tnfc    Wtrli    Waskintten  Burton 

Daniel  Wlllard,  president  of  the  B.  ft  O.,  finished  his  rebuttal 
testimony  in  the  Cummins  investigation  April  8,  winding  up  with 
a  reply  to  testimony  given  by  Frank  J.  Warne,  economist  for  the 
train  operatives,  and  incidentally  setting  forth  his  record  as  a 
railroad  employe  and  official  against  the  imputation  of  former 
Director-General  McAdoo  that  he  (Willard)  inefficiently  man- 
aged the  B.  ft  O. 

Mr.  Wlllard  quoted  from  the  testimony  of  Warne  as  follows: 

Virtually  every  Important  railroad  In  the  United  State*  la 
very  Intimately  connected  In  »ome  one  of  a  score  and  more  ways 
with  a  coal  company  or  coal  companies. 

The  territory  covered  by  the  bituminous  coal  fields  served  by 
the  Baltimore  &  Ohio  Railroad  Co.  Is  In  the  western  part  of  Mary- 
land. the  southern  part  of  Pennsylvania  and  In  West  Virginia 
•  •  •  The  shipments  of  coal  from  this  territory  by  those  oper- 
ations In  which  the  Baltimore  *  Ohio  Is  Interested  through  stock 
ownership  In  coal  companies  Is  far  In  excess  of  those  shipments  in 
which  this  railroad  company  Is  not  Interested. 

Discussing  these  statements,  he  said: 

I  am  surprised  that  such  a  statement  should  have  been  made 
by  Mr.  Warne  before  this  committee,  because  there  Is  not  a  par- 
ticle of  truth  In  It.  The  Baltimore  ft  Ohio  Railroad  Company  Is  not 
Interested  through  stock  ownership  or  otherwise  In  any  company 
making  commercial  shipments  of  coal  from  mines'  tributary  to 
Its  lines  or.  for  that  matter,  from  anywhere  else. 

I  have  been  president  of  the  Baltimore  ft  Ohio  Railroad  Com- 
pany since  January.  1910.  and  from  my  personal  knowledge  the 
company  has  had  no  Interest  whatever  In  commercial  coal  opera- 
tions since  that  time.  The  only  Interest  the  Baltimore  *  Ohio 
Railroad  Company  previously  had  In  coal  operations  making  com- 
mercial shipments  was  In  the  Consolidation  Coal  Company.  It  did, 
as  stated  by  Mr.  Warne,  own  61  per  cent  of  the  stock  of  that 
company,  which  In  turn  owned  extensive  operations  In  Maryland. 
Pennsylvania  and  West  Virginia  and  from  which  company  there 
was  purchased  at  advantageous  flgures  (the  prices  for  years  being 
from  I5c  to  11.00  per  ton)  a  large  proportion  of  the  railroad's  fin  1 
requirements.  Anticipating  the  public  sentiment  which  later  de- 
veloped against  such  dual  ownership,  the  Baltimore  ft  Ohio  Rail- 
road Company,  more  than  fourteen  years  ago  (In  1908)  sold  Its 
entire  Interest  In  that  company  to  former  Senator  C.  W.  Watson 
of  West  Virginia  and  his  associates.  Since  then,  as  stated  above, 
the  Baltimore  ft  Ohio  Railroad  Company  has  not  been  Interested 
In  any  commercial  coal  operations  on  Its  lines  or  elsewhere.  Mr. 
Warne  could  easily  have  ascertained  the  facts  In  this  connection 
If  he  had  desired  to  do  so. 

Mr.  Willard  took  up  numerous  other  statements  made  by 
Mr.  Warne  and  replied  to  them. 

Taking  up  the  charge  of  Inefficiency  made  by  McAdoo  when 
the  roads  were  taken  from  the  corporate  managements,  Mr.  Wll- 
lard reviewed  his  railroad  nervice  from  beginning  as  a  track 
laborer  to  the  presidency  of  the  B.  ft  O.  He  said  In  part: 

I  desire  to  call  the  committee's  attention  to  the  fact  that  the 
letter  which  Mr.  McAdoo  addressed  to  me.  copy  of  which  he  filed 
with  this  committee,  and  In  which  he  expressed  his  dissatisfaction 
with  the  Baltimore  ft  Ohio  management,  was  written  on  January 
17,  1918,  twenty-one  days  after  his  appointment  as  Director- 
General,  and  It  was  written  before  consulting  me  or  any  other 
officers  of  the  Baltimore  A  Ohio  company  concerning  the  condi- 
tions complained  of.  Further,  It  was  written  (  days  after  I  had 
resigned  as  chairman  of  the  War  Industries  Board  In  order  that  I 
might  devote  my  entire  time  to  Baltimore  ft  Ohio  affairs.  I  con- 
tinued, however,  to  act  as  the  chief  operating  officer  of  the.  Balti- 
more ft  Ohio  company,  reporting  to  the  regional  director,  until 
Mar  ZJ-  when  the  Director-General  announced  that  he  had  de- 
cided as  a  matter  of  policy  that  all  m.-n  In  managerial  positions  In 
connection  with  the  railroad  admlnlntratlon  should  be  required  to 
•ever  their  connections  with  the  corporation.  I  was  requested  to 
remain  with  the  railroad  administration  as  federal  manager  of  the 
•astern  line  of  the  Baltimore  ft  Ohio,  but  elected  to  retain  my  con- 
nection with  the  corporation.  The  property  from  that  time  on 
until  some  time  In  Itll  was  divided  and  operated  as  a  part  »f 
four  different  regions  under  four  regional  directors.  I  prefer  to 
let  my  record,  as  set  forth  In  this  statement,  stand  as  my  sole 
reply  to  Mr.  McAdoo's  criticism  of  myself. 

Mr.  Wlllard  said  after  the  change  in  policy  had  been  placed 
In  effect  on  May  23,  that  both  he  and  Mr.  Rea  came  to  Washing- 
ton, where  they  discussed  the  matter  with  Walker  D.  Hlnes. 
assistant  Director-General,  who  assured  them  that  the  order  had 
not  been  directed  at  them  and  that  they  had  not  been  dismissed 
as  the  operating  officials  of  their  respective  roads.  Mr.  Hlnes 
also  said,  the  witness  continued,  that  if  they  desired  he  was  sure 
that  C.  H.  Markham.  regional  director  of  the  Alleghany  region  at 
that  time,  would  be  glad  to  appoint  them  federal  managers. 

"Ho  told  us."  Mr.  Wlllard  said,  that  we  were  not  dismissed, 
but  evidently  the  wires  got  crossed  In  the  publicity  department 
the  railroad  administration,  which  gave  out  that  we  had  been 
flred." 

Julius  Kruttschnltt,  chairman  of  the  Southern  Pacific,  ap- 
peared before  the  interstate  commerce  committee  this  week  as 
a  rebuttal  witness  for  the  railroads. 

Senator  Cummins  said  he  thought  too  much  attention  was 
being  given  to  the  question  of  whether  or  not  the  railroads 
-broke  down"  in  1917.  He  said  what  the  committee  wanted  to 
know  was  what  caused  the  Increased  cost  of  operation  in  1920. 

Questioned  by  the  senator  as  to  the  Warfleld  proposals  for 
effecting  economies  In  railroad  operation.  Mr.  Knittxchnltt  said 
that,  although  he  had  not  made  a  thorough  study  of  the  pro- 
posals, It  seemed  to  him  there  were  "too  many  statements  of 
glittering  generalities"  contained  in  the  recommendations  sub- 


mitted by  the  National  Association  of  Owners  of  Railroad  Se- 
curities. 

Senator  Cummins  said  the  committee  would  have  to  give 
consideration  to  the  recommendations  in  its  report  because  one 
purpose  of  the  investigation  was  to  determine  whether  there 
could  be  a  saving  of  operating  expenses  that  would  permit  rate 
reductions. 

Mr.  Kruttscbnitt,  with  regard  to  pooling  of  freight  cars  as 
recommended  by  the  security  owners,  said  a  railroad  company 
could  not  be  relieved  of  the  responsibility  of  furnishing  equip- 
ment by  turning  the  job  over  to  another  company.  He  said 
there  would  have  to  be  many  changes  in  state  laws  which  relate 
to  equipment  if  the  plan  of  the  Warfleld  organization  was  carried 
out. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  pointed  out  that  the  American  Railway  Asso- 
ciation had  appointed  a  committee  to  study  ways  of  effecting 
economies  In  operation. 

"I  hope  they  don't  stuhy  too  long,"  remarked  Senator 
Cummins. 

Mr.  Kruttschnltt  said  two  bad  features  that  stood  out  promi- 
nently in  government  management  of  railroads  which  were  re- 
sponsible for  most  of  its  shortcomings  and  sdbjected  it  to  most 
criticism  "were  extreme  centralization  of  authority,  established 
by  the  first  Director-General  and  attributable  to  his  tempera- 
ment and  unwillingness  to  delegate  adequate  and  necessary 
power  to  his  local  officers,  and  excessive  and  unintelligent  stand- 
ardization." 

"To  the  first,"  he  continued,  "must  be  attributed  the  destruc- 
tion of  morale  and  discipline,  the  teaching  of  labor  to  ignore  and 
condemn  their  officers,  to  look  to  Washington  to  save  them  from 
punishment  for  neglect  of  duty  and  breeches  of  discipline,  for 
Increases  of  pay  and  indirect  increases  for  services  never  per- 
formed, double  pay  for  the  same  hours  of  service,  all  of  which 
produced  poor  service  and  indifference  to  the  public. 

"The  'publlc-be-damned'  policy,  unjustly  and  improperly  ac- 
credited to  private  railroad  managements,  was  Inaugurated  and 
worked  to  such  an  undreamed  of  degree  that  at  the  end  of  the 
war  the  return  of  the  railroads  to  private  management  was  de- 
manded, by  those  who  used  them,  with  substantial  unanimity." 

The  witness  referred  to  the  practice  of  Mr.  McAdoo  putting 
his  name  "on  everything  and  everywhere"  and  "even  In  the  most 
unexpected  places,"  remarking  that  this  practice  was  promptly 
suppressed,  for  the  most  part,  by  his  successor. 

"To  the  second,"  said  the  witness,  referring  to  the  second 
"bad  feature,"  "Is  attributed  the  purchase  of  equipment  and  sup- 
plies supposedly  adapted  to  the  efficient  use  of  all  roads  under 
all  conditions — a  physical  Impossibility;  the  assumption  of  stand- 
ard conditions  under  which  labor  was  performed  In  all  parts 
of  the  country;  and  the  standard  unpalatable  meals  in  dining 
cars  and  railroad  restaurants,  with  which  the  name  of  the  first 
Director-General  is  Inseparably  connected." 

The  witness  said  Mr.  McAdoo  had  not  disclosed  the  real  con- 
dition of  freight  can  at  the  end  of  federal  control. 

"The  root  of  the  railroads'  trouble  Is  that  they  were  ordered 
to  spend  more  in  increased  wages  than  they  were  able  to  earn 
from  increased  rates,"  said  he. 

Mr.  Kruttschnltt  submitted  figures  to  show  that  "joint  use 
of  facilities  Is  not  a  feature  of  operation  recently  discovered, 
but  has  long  been  the  practice,  Is  constantly  Increasing  and  much 
of  the  economy  claimed  for  common  use  is  now  and  has  long 
been  enjoyed." 

He  said  281  railroads  used  the  switching  and  terminal  facil- 
sUlM  of  125  companies;  that  86  joint  passenger  terminals  in  49 
cities  serve  329  roads;  1,280  passenger  stations  in  smaller  cities 
are  worked  jointly;  9,645  miles  of  road,  embracing  over  16,000 
miles  of  main  tracks,  yard  tracks  and  sidings,  are  operated 
jjlntly  under  trackage  rights;  243  engine  terminals  are  owned 
and  used  jointly;  1,416  freight  car  interchange  points  are 
operated  with  joint  inspectors;  1,006  joint  freight  houses  are 
used  for  handling  L.  C.  L  .freight;  685  yards  and  654  large  and 
expensive  bridges  are  jointly  used. 

"Mr.  McAdoo  out-HInes  Mr.  Hines  in  claiming  that  the  roads 
were  in  very  bad  condition  before  federal  control,"  said  he,  "that 
the  Railroad  Administration  Increased  efficiency,  and  that  the 
heavy  traffic  moved  In  1920  was  due  directly  to  the  good  condi- 
tion in  which  the  properties  were  turned  back.  Private  opera- 
tion neither  failed  nor  broke  down  In  1917,  and  with  the  plant 
provided  by  the  railroad  owners  it  gave  service  that  has  never 
been  equaled  In  railroad  history." 

Mr.  Kruttschnltt  met  the  assertion  of  Mr.  McAdoo  to  the 
effect  that  the  handling  of  the  greatest  volume  of  traffic  on 
record  In  1920  disproved  the  charges  that  the  properties  were 
returned  March  1,  1920,  in  deplorable  condition,  by  saying  that 
"we  assert  with  equal  force  that  the  handling  by  the  federal 
administration  the  largest  volume  of  tonnage  in  1918  ever  moved 
up  to  that  time  disproves  Mr.  McAdoo's  charge  that  the  railroads 
were  broken  down  and  the  equipment  in  wretched  condition 
when  he  took  them  over." 

The  witness  charged  that  the  Railroad  Administration  used 
the  railroad  plant  to  handle  the  large  volume  of  traffic  In  1918 
"at  the  expense  of  their  (railroads)  physical  condition."  He 
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said  the  records  proved  that,  referring  to  the  heavy  Increase  in 
the  percentage  of  bad  order  cars — from  5.1  per  cent  in  Janu- 
ary, 1918,  to  7  per  cent  in  March,  1920.  He  charged  that  the 
government  failed  to  keep  cars  in  repair.  He  submitted  charts 
and  tabulated  statements  of  figures  In  support  of  his  declara- 
tions. 

Mr.  Kruttschnitt  quoted  from  the  report  made  by  the  pres- 
ent Director-General  May  5,  1921,  to  the  chairman  of  the  House 
committee  on  appropriations,  wherein  the  Director-General 
stated  "it  is  quite  evident  that  some  allowance  must  be  made 
on  account  of  under-maintenance."  He  said  Mr.  Davis  admitted 
under-maintenance,  "which  his  predecessors  so  vigorously  deny." 

Under  the  heading  "Responsibility  for  Increases  in  Wages 
on  the  Railroads,"  Mr.  Kruttschnitt  said: 

The  history  of  the  direct  labor  increase  on  the  railroads  is  inter- 
esting and  important: 
The    labor    bill    of    Class    I    carriers    in    1916,    before    the 

Adamson  law  took  effect,  stood  at $1,468,576,394 

In  1917.  when  the  Adamson  law  was  in  effect,   the  labor 

bill   was    1,739,482,142 

An  increase  over  1916  of  $    270,905,748 

This   was   increased    by   the    Railroad    Administration    in 

1918    to    .  2,613,813,351 

Or  an  increase  over  1917  of  874,331,209 

(Of  this,  $288,000,000  represents  award  of  Lane  Com- 
mission, covered  by  General  Order  No.  27,  issued 
May,  1918,  retroactive  to  January  1.) 

This  was  further  increased  by  the  Railroad  Administra- 
tion in  1919   to    *. 2,843,128,432 

Or  an  increase  over  1918  of   229,315,081 

This  was  further  increased  by  the  Railroad  Labor  Board 

in   1920    to    3,698,216,351 

Or  110,132,000  for  each  and  every  day  of  the  year. 
Thus  the  increase  in  labor  alone  from  1916  to  1920  was  $2,230,- 
000,000— nearly  equal  to  the  $2,357,000,000  total  operating  expenses  of 
all  Class  I  roads  in  the  calendar  year  1916,  which  include  not  only 
cost  of  labor  of  every  description,  but  cost  of  materials,  fuel,  deprecia- 
tion, loss  and  damage  to  freight,  injuries  to  persons,  insurance,  etc. 
Tile  rapid  rate  at  which  increases  in  wages  and  expenses  directly 
made  by  the  Federal  Railroad  Administration,  or  indirectly  for  which 
they  were  responsible  because  of  the  impossibility  to  immediately 
check  the  effect  of  their  policies  after  the  return  of  the  roads  to  the 
owners,  caused  expenses  to  rise,  is  shown  as  to  Class  I  roads,  accord- 
ing to  statistics  consolidated  by  the  Bureau  of  Railway  Economics 
from  reports  of  the  I.  C.  C.  As  last  revised  by  the  I.  C.  C.,  1920,  ope- 
rating revenues  were  $1,035,592,892  greater  than  in  1919,  but  operating 
expenses,  taxes  and  joint  facility  rents  were  $1,466,916,063  greater,  so 
that  net  railway  operating  income  was  $433,323,171  less  in  1920  than  in 
1919,  notwithstanding  operating  revenues  were  more  than  $1,000,- 
000,000  greater. 

As  to  the  disproportion  between  expenses  and  revnues,  it  should 
be  understood  that,  except  as  the  totals  were  possibly  affected  by  bad 
management,  the  government  controlled  the  operating  income  and 
more  than  64  per  cent  of  the  operating  costs,  that  percentage  repre- 
senting disbursements  for  labor.  The  government  fixed  these  charges 
in  both  years;  and  in  1920  it  also  bought  a  very  substantial  part  of 
the  materials  and  supplies  through  the  Federal  Railroad  Administra- 
tion, which  charged  its  bills  for  these  items  against  the  railroads. 

Mr.  Kruttschnitt  then  submitted  figures  to  show  that  in 
1920  prices  fixed  by  the  government  or  by  market  conditions 
covered  97.5  cents  out  of  every  dollar  of  operating  expenses.  As 
to  wages  he  said: 

We  admit  that  increases  in  wages  of  railroad  employes  were 
necessary  to  keep  them  on  a  parity  with  wages  in  outside  industries 
due  to  war  conditions,  but  we  deny  emphatically  that  railroad  em- 
ployes were  underpaid  to  such  an  extent  when  the  government  took 
control,  as  asserted  by  Messrs.  McAdoo  and  Hines,  as  to  justify  the 
unreasonable  increases  whicb  they  authorized. 

Referring  to  the  effect  of  the  national  agreements  executed 
by  Mr.  Hines,  Mr.  Kruttschnitt  said: 

To  the  standardized  rules  and  working  conditions  created  by  the 
Director  General  must  be  attributed  much  of  the  criticism  that  he 
has  incurred  for  wasteful  payments  by  reclassifying  employes,  making 
skilled  mechanics  out  of  laborers  by  a  stroke  of  the  pen,  paying 
punitive  overtime  and  extravagantly  for  time  not  worked  and  making 
large  retroactive  payments  to  men  of  little  skill  who  received  gratuities 
of  from  one  to  two  thousand  dollars  each  with  unbounded  surprise. 
So  obviously  unfair  and  unreasonable  were  many  of  these  agreements 
that  their  terms  have  been  substantially  modified  in  behalf  of  the 
railroads  by  the  Labor  Board. 

Mr.  Hines  minimizes  the  effect  of  these  agreements  and  stated 
before  the  Interstate  Commerce  Commission,  and  I  believe  before 
your  committee  also,  that  they  were  not  reflected  for  the  first  time 
in  the  operating  expenses  of  1920,  and  added  that  while  these  agree- 
ments technically  were  not  executed  until  the  end  of  1919,  many  of 
their  provisions  were  effective  at  an  earlier  date,  and  that  as  a  whole 
the  provisions  of  the  national  agreements  were  substantially  but  not 
entirely  reflected  in  the  expenses  of  1919. 

In  my  testimony  before  your  committee  on  May  10,  1921  (see 
Volume  1  of  Hearings,  page  16  and  following  pages),  in  comparing 
labor  expenses  of  1920  with  those  of  1919,  occurred  the  following: 

Increased        Increased 

price.  quantity.  Total. 

1.  Labor:  In  1920,  men  em- 
ployed,, 2,054,160;  In  1919, 
men  employed,  1,927,066; 
increase  127.094;  average 
wages,  $1,822  in  1920  and 
$1,483  In  1919— increase 

$339.   (I.  C.  C.  Reports)...         2.054.160x339       127.094x1483 
=  $696,360,240     =$187,788,499 


Effective  under  U.  S.  R.  A.,  January,  1920 $115.82 

Under  decision  of  United  States  Labor  Board,  July,  1920 141.28 

Increase  in  monthly  rate  of  wages  made  by  Labor  Board.  ...$  25.46 
This  increase  was  in  effect  for  eight  months  of  1920,  thus  increas- 
ing the  wages  per  man  for  1920  eight  times  $25.46,  or  $203.68,  say,  $204. 
I  showed  in  the  testimony  above  referred  to  that  the  average  wages 
paid  each  man  in  1920  was  $339  more  than  in  1919;  therefore,  if  $204 
of  this  amount  accrued  from  the  increase  in  rates  covered  by  the  wage 
award,  the  balance  of  $135  per  man  accrued  from  differences  in  work- 
ing rules,  overtime  payments,  etc.  This  difference  of  $135  per  man 
applied  to  2,054,160  employes  of  1920  produces  a  total  increase  of 
$277,311,600  from  causes  other  than  increase  in  rates  of  wages,  the 
total  increase  of  labor  cost  in  1920  being  then  explained  as  follows: 

Increase  in  rates  of  wages   $419,048,640 

Increase  due  to  overtime,   working  rules,  etc 277,311,600 


Total  increase  due  to  increased  price  of  labor $696,360,240 

Due  to  increased  quantity  of  labor 187,788,499 


Total  increase  in  labor  cost *$884,148.739 

•The  discrepancy  in  labor  increases  of  1920  over  1919  of  $855,087,- 
919,  given  by  me  on  page  14,  volume  one,  of  hearings  before  your 
committee,  and  $884,148,739  on  page  16,  same  volume,  is  because 
the  first  set  «f  figures  exclude  switching  and  terminal  companies  in 
both  years,  and  the  figures  of  1919  include  corporate  wages,  while 
the  latter  set  of  figures  reported  by  the  I.  C.  C.  include  switching 
and  terminal  companies  in  both  years,  but  exclude  corporate  wages 
'  in  1919. 

W.  Jett  Lauck,  consulting  economist  for  the  railway  em- 
ployes, will  be  heard  next  week.  The  railroads  have  several 
other  witnesses  to  put  on,  one  of  whom  will  answer  the  testi- 
mony given  by  Frank  J.  Warne,  also  a  consulting  economist  for 
the  employes. 

It  is  apparent,  therefore,  that  the  investigation,  which  was 
begun  in  May,  1921,  will  run  on  for  some  time. 


GROWTH  OF  TRANSPORTATION 
INDUSTRY 

With  a  total  investment  of  approximately  $50,000,000,000,  the 
transportation  industry  of  the  United  States  ranks  second  to 
agriculture  and  ahead  of  manufactures,  J.  Rowland  Bibbins, 
manager  of  the  department  of  transportation  and  communication 
of  the  Chamber  of  Commerce  of  the  United  States,  declared 
before  the  National  Construction  Conference  in  Chicago. 

"This  enormous  figure,"  he  said,  "covers  only  the  actual 
operating  plant  for  rail,  ocean,  highway,  electric  railway  and 
waterway  transport,  and  does  not  include  factories  producing 
the  equipment  and  materials  of  construction. 

"The  industry  has  nearly  doubled  in  size  in  the  last  ten 
years,  largely  due  to  the  tremendous  expansion  of  motor  trans- 
port and  shipping.  Rough  estimates  for  the  future  indicate  that 
in  the  next  twenty  years  more  capital  probably  will  be  re- 
quired for  new  developments  than  our  present  national  debt, 
which  is  about  $25,000,000,000,  thus  bringing  the  total  trans- 
port investment  up  to  at  least  $75,000,000,000.  This  amounts 
to  $580  per  capita,  of  $1,450  for  every  worker  gainfully  em- 
ployed in  this  country.  These  conclusions  are  based  on  the 
steady  increase  in  tonnage  traffic  required  to  meet  the  needs 
of  the  people  during  the  last  five  decades." 

Mr.  Bibbins  pointed  out  the  task  confronting  the  trans- 
portation industry  in  preparation  for  handling  the  increased 
volume  of  traffic  due  to  come  with  a  full  resumption  of  business. 
Ten  essentials  of  transportation  were  given  by  Mr.  Bibbins  as 
follows : 

1.  Transportation    involves    fundamentally    three    elements — time, 
cost  and  security  of  transit. 

2.  It  is  a  problem  of  movement  from  producer  to  ultimate  con- 
sumer involving  in  every  case  collection,  transshipment  and  delivery, 
which  are  sometimes  more  important  than  the  main  haul. 

3.  Cost  analysis  is  more  needed  than  ever  before,  particularly  the 
cost  of  rail-to-job  and  vice  versa. 

4.  Utilization   of  local   materials   and   the   most   efficient   form   of 
local  handling  and  movement,  need  most  careful  study. 

5.  Important   progress   is   being  made   under   great   handicaps   in 
new  transport   methods   and  adaptations,   with   a  broader  perspective 
and  more  cooperative  effort. 

6.  Transportation  is  a  utility  essential  to  our  national  economic 
life  and  prosperity — if  regulated,  it  must  be  conserved. 

7.  Stability  of  investment,   operations,   and  costs  are  essential  to 
adequacy  of  service  and   stability  in  business  generally.     If  restricted 
in  earning  power  continuous  development  can  only  come  through  sus- 
tained credit. 

8.  National  efficiency  demands  a  minimum  transport  investment 
in  various   agencies   that   will   permit   the   most   economic   location   of 
industries,  with  reference  to  raw  materials,  labor  and  markets. 

9.  The  rate  structure  is  a  most  potent  form  of  control  over  the 
settlement  and  industrial  life  of  the  nation.    It  is  essentially  a  national 
problem. 

10.  The   national   chamber   can    function    best   in   conserving   and 
aiding    in   developing    a    national    transport    system    with    its    several 
agencies.     The  construction   industry   can   function   helpfully   by  close 
attention  to  its  overall  cost  distribution  and  to  various  new  methods 
and  adaptations. 


$696,360,240    $187,788,499  $884,148,739 

Increase  in  Wages,  1920  Over  1919 

Report  No.  1  of  United  States  Railroad  Labor  Board,  August, 
1920,  made  a  computation  of  average  monthly  rate  of  wages,  exclud- 
ing overtime,  as  follows: 


OREGON    TRUNK    ABANDONMENT 

The  Oregon  Trunk  Railway  has  applied  to  the  Commission 
for  authority  to  abandon  28.92  miles  of  road  between  South 
Junction  and  Metolius,  Ore.  The  greater  part  of  the  line  Is 
paralleled  by  the  Central  Oregon  branch  of  the  Oregon-Washing- 
ton R.  R.  &  Nav.  Co.,  the  company  says,  and  an  agreement  has 
been  reached  between  the  two  companies  to  use  the  tracks  of 
the  Oregon-Washington  between  the  two  points  because  there  Is 
insufficint  traffic  for  both  lines. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


CORRECTION  AS  TO  PETROLEUM 

Editor  The  Traffic  World: 

On  page  430  of  The  Traffic  World  of  February  25  la  pub- 
lished a  paragraph  in  connection  with  the  general  rate  Inquiry 
which  reads,  in  part,  as  follows: 

In  behalf  of  the  oil  Industry  of  California.  W.  B.  Robert*,  assistant 
traffic  manacer  for  the  Standard  Oil  Company  (California),  aald  the 
Industry  at  a  recent  meeting  had  recommended  asking  for  a  16  per 
rent  reduction  and  a  removal  of  petroleum  and  It*  product*  from  the 
fifth  class,  because,  as  he  contended,  fifth  class  wa*  too  high. 

I  am  unable  to  conceive  how  your  reporter  could  have 
mistaken  the  testimony  to  mean  that  "the  recent  meeting  had 
recommended  the  removal  of  petroleum  and  Its  products  from 
the  fifth  class,  because,  as  he  contended,  fifth  class  was  too 
high."  Neither  the  oil  Industry  of  California  nor  myself  has 
bad  such  a  thought  as  to  ask  for  the  removal  of  petroleum  and 
Its  products  from  the  fifth  class  rating. 

The  resolution  which  was  actually  read  Into  the  record  by 
Mr.  Roberts  is  as  follows: 

At  a  meeting  of  the  traffic  representative*  of  the  Pacific  Coa*t 
members  of  the  American  Petroleum  Institute,  held  In  San  Francisco. 
December  12.  1*21,  the  following  resolution  was  adopted: 

"It  Is  recommended  that  a  reduction  be  made  In  prevailing  rate* 
on  Pacific  Coast  for  petroleum  and  Its  products  of  15  per  cent,  the 
net  result  to  be  further  reduced  4H  cents  per  100  pounds.  Kurth.  r. 
that  the  Imposition  of  the  minimum  scale  of  class  rates  as  applied  to 
carload  shipments  of  petroleum  classified  fifth  class  In  western 
classification  results  In  unreasonably  high  charge*  for  short  hauls 
and  Imposes  an  undue  burden  on  essential  Industries  and  should  be 
eliminated.  In  making  reductions.  If  any.  account  should  be  taken 
of  any  reductions  In  rates  made  subsequent  to  effective  date,  of 
Ex  Farte  : 

W.  B.  Roberts.  Assistant  Traffic  Manager. 

Standard  Oil  Co. 
San  Francisco,  April  5,  1922. 


cerned  was  Influenced  by  pork-barrel  considerations?  He  defends 
the  army  engineers,  but  we  have  said  nothing  about  them.  Our 
remarks  referred  to  the  congressmen,  and  we  know  too  much  about 
them  and  the  reasons  for  their  views  on  such  measures  as  this  to 
have  the  confidence  In  them  that  Mr.  Hiscnno  displays.  Indeed,  we 
do  know  how  the  Items  In  the  rivers  and  harbors  appropriation  bill 
are  arrived  at.  We  know  a  good  deal  better  than  Mr.  Hiscano  seems 
to  know.  They  are  arrived  at.  usually,  by  trading  among  the  con- 
gressmen.— Editor  The  Traffic  World. 


MONEY  FOR  RIVERS  AND  HARBORS 

Editor  The  Traffic  World: 

In  your  editorial  "Money  for  Riven  and  Harbors,"  Traffic 
World,  April  1,  you  raise  the  question  as  to  "how  much  Infor- 
mation those  Congressman  who  Justified  their  votes  on  the  theory 
of  aid  being  necessary  for  the  rail  carriers,  have  about  the 
places  where  It  Is  proposed  to  use  the  money,"  and  you  proceed 
to  Intimate  they  practically  knew  nothing  about  the  subject. 
You  surely  must  be  aware  of  how  the  various  Items  entering 
an  annual  rivers  and  harbors  bill  are  arrived  at. 

Not  one  cent  Is  appropriated  before  the  Engineering  Corps 
of  the  U.  S.  Army  has  thoroughly  Investigated  the  stream  or 
harbor  which  Is  to  be  Improved;  the  volume  of  traffic  which 
would  be  shipped  or  Increased  Is  carefully  gone  Into  and  a  study 
Is  made  to  see  what  vessels  would  use  the  waterway,  and  what 
the  possible  reduction  In  freight  rates  would  be.  Furthermore, 
if  the  cost  of  maintaining  the  Improvement  Is  greater  than  its 
practical  value  the  engineers  do  not  hesitate  to  adversely  recom- 
mend the  project  If  you  have  bad  any  experience  with  the 
army  engineers  you  must  know  that  they  are  absolutely  unbiased 
In  their  Judgment  and  can  not  be  moved  by  any  political  con- 
siderations whatever. 

Again  referring  to  your  question,  U  It  not  fair  to  ask  bow 
you  know  that  any  of  the  $15,000,000  Increase  or  the  $27,000,000 
appropriation  was  Just  "pork?"  Have  you  made  any  detailed 
studies  of  the  rail  or  water  facilities  at  or  In  the  vicinity  of 
the  places  proposed  to  be  Improved  under  the  recent  rivers  and 
harbors  bill?  Again,  a  good  share  of  the  amounts  appropriated 
annually  are  for  harbor  work  alone  and  tend  to  Increase  the 
tonnage  of  the  sea  ports;  hence,  the  rail  lines  to  and  from  the 
sea  ports  share  in  these  Improvements. 

This  country  needs  badly  an  Increase  In  transportation  facil- 
ities and  It  can  not  come  from  the  railroads;  hence,  the  water- 
ways must  be  Improved.  Whether  or  not  you  admit  this  you 
will  find  that  the  majority  of  the  shipping  public  Is  In  agreement 
on  U. 

R.  A.  Hiscano,  General  Manager, 
CaUkill  Evening  Lines,  Inc. 

New  Tork.  April  8,  1922. 


TRACER  SERVICE 

Editor  The  Traffic  World: 

We  write  to  make  Inquiry  regarding  tracer  service  on  the 
Ne^r  York  Central.  It  has  been  our  experience  on  every  car 
handled  by  the  New  York  Central  from  Its  connection  with  the 
E.  J.  &  E.  at  Porter,  that  out  records  even  from  Porter  cannot 
be  obtained. 

We  do  not  know  what  system  the  New  York  Central  employs 
but  certainly  one  should  be  advised  of  out  records,  especially 
when  special  request  Is  made  to  keep  In  close  touch  with  a  car 
and  advise  the  shipper  so  that  the  consignee  can  be  kept  in  con- 
stant touch  with  the  location  of  his  car. 

Our  commodity  is  tmch  that  that,  this  time  of  the  year, 
when  the  contractor  purchases  a  mixer  or  a  paver,  he  is  in  need 
of  It  and  wants  U  Just  as  soon  as  possible.  We  do  not  know 
whether  the  New  York  Central  train  Is  making  good  time  or 
whether  it  Is  making  poor  time,  or  the  location  of  our  car,  or 
anything  else,  and  we  simply  are  compelled  to  trust  to  luck 
awaiting  the  glad  news  from  the  consignee  that  the  car  has 
been  received  at  destination. 

Just  for  example,  we  moved  a  car  from  Milwaukee  destined 
Schenectady,  leaving  Milwaukee  op  April  1  and  delivered  to  the 
New  York  Central  by  the  E.  J.  £  E.  at  Porter,  Ind.,  at  6:00  p.  m., 
April  3.  Today  we  have  noon  of  April  6  and  we  are  unable  at 
this  time  to  get  an  out  record  from  Porter  even  though  we  have 
made  strenuous  Inquiry  from  the  local  representative  in  this 
city. 

We  would  suggest  that  through  the  proper  department  in 
your  great  organisation,  some  steps  be  taken  toward  bringing 
about  an  improved  condition  pertaining  to  tracing  records  and 
the  advices  tendered  to  the  consignor. 

The  writer  would  be  pleased  to  bear  from  other  companies 
as  to  their  experiences,  with  a  view  to  ascertaining  whether  it 
Is  Just  this  particular  branch  that  is  neglected  regarding  these 
records  or  whether  this  condition  prevails  generally  in  all 
districts. 

Koehrlng  Company. 
W.  C.  Sauer,  Traffic  Director. 

Milwaukee,  Wis.,  April  6,  1922. 


Mr.  Hlscano's  question  as  to  how  we  know  that  any  of  the  pro- 
posed appropriation  Is  "pork"  would  have  been  unnecessary  had  he 
read  carefully  what  we  said.  We  distinctly  said  thnt  we  knew  noth- 
ing about  It  but  that  we  would  be  willing  to  make  a  little  wager 
that  such  and  such  was  the  caM.  Has  Mr.  Hiscano  any  Information 
that  would  lead  to  the  conclusion  that  none  of  the  congressmen  con- 


SUGAR  RATE  INQUIRY 

Tkt  Traffic   World   Washington   Dortau 

Every  sugar  rate  east  of  the  west  bank  of  the  Mississippi 
River  came  under  scrutiny,  If  not  attack,  when  the  Commission, 
April  10,  announced  the  Institution,  on  Its  own  motion,  of  No. 
13569.  southeastern  sugar  Investigation,  a  part  of  which  Is  to 
consist  of  the  records  In  the  following  cases,  which  have  been 
reopened:  No.  10542,  Chamber  of  Commerce  of  Montgomery. 
Ala.,  et  al.  vs.  Director-General,  Louisville  &  Nashville  Railroad 
Company,  et  al.;  No.  10622,  Mobile  Chamber  of  Commerce  & 
Business  League  et  al.,  vs.  Director-General,  as  agent,  and  Lou- 
isville A  Nashville  Railroad  Company;  No.  11682,  Chamber  of 
Commerce  of  Selma,  Ala.,  et  al.  vs.  Director-General,  as  agent, 
Louisville  ft  Nashville  Railroad  Company,  et  al.;  No.  11714. 
Hannah  Distributing  Company  et  al.  vs.  Illinois  Central  Railroad 
Company,  Director-General,  as  agent,  et  al.;  No.  11759,  Meridian 
Traffic  Bureau  et  al.  vs.  Director-General,  as  agent,  Alabama  & 
Vlcksburg  Railway  Company,  et  al. 

The  institution  of  that  investigation  In  the  southeast  com- 
plements the  challenge  of  sugar  rates  resulting,  In  the  territory 
north  of  the  Ohio  River  from  the  efforts  of  the  eastern  trunk 
lines  to  equalize  New  York  and  other  eastern  refining  centers 
with  New  Orleans  In  the  Chicago  market  and  the  formal  at- 
tacks of  Arbucklf-  Brothers  upon  the  rate  adjustment  from  the 
Atlantic  ports  to  Chicago  and  St.  Louis,  the  latest  development 
of  which  was  an  attack  upon  the  port  differential  adjustment 
and  the  application  thereunder  for  a  grouping  of  the  sugar  re- 
fining points  on  the  Atlantic  seaboard  whereby  that  port  dif- 
ferential, so  far  as  sugar  Is  concerned,  would  be  wiped  out. 
The  attempts  of  the  eastern  trunk  lines  to  equalize  New  York 
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with  New  Orleans,  by  making  a  3-cent  reduction,  bringing  the 
New  York-Chicago  rate  down  to  60  cents,  the  rate  from  New 
Orleans  to  Chicago,  have  been  suspended  in  I.  and  S.  Nos.  1443 
and  1457. 

Hearings  on  the  port  differential  phase  of  the  subject,  with 
the  railroads  seeking  to  justify  it,  were  begun  in  Washington 
April  10  by  Attorney-Examiner  W.  A.  Disque,  who  had  held 
hearings  on  other  phases  of  the  subject  at  New  York  ana  New 
Orleans.  The  attack  upon  the  port  differential  adjustment  cov- 
ered both  the  transportation  and  the  commercial  phase  of  the 
subject.  At  one  point  in  the  hearing  on  April  10  Mr.  Disque 
asked  Mr.  LaRoe,  the  attorney  for  Arbuckle  Brothers,  the  blunt 
question  whether  he  admitted  the  differences  in  transportation 
conditions  justified  the  differential  adjustment.  Mr.  LaRoe  said 
he  certainly  did  not. 

In  the  hearing  on  the  differential  phase  of  the  subject, 
Philadelphia  and  Baltimore  commercial  interests  appeared  by 
counsel,  who,  to  a  certain  extent  backed  up  the  lawyers  for  the 
railroads  responsible  for  that  adjustment.  Walker  D.  Hines, 
former  director  general,  appeared  for  the  Baltimore  Board  of 
Trade,  a  federation  of  trade  organizations  in  that  city,  and  W.  A. 
Glasgow,  Jr.,  appeared  for  Philadelphia  interests.  Savannah 
also  got  into  the  case,  being  represented  by  C.  R.  Hillyer,  the 
Savannah  refinery  being  over  at  Port  Wentworth.  It  was  estab- 
lished only  a  few  years  ago.  Mr.  Hines  put  on  the  stand  George 
C.  Smith,  director  of  the  industrial  department  of  the  board  of 
trade,  to  testify  that  Baltimore  had  not  grown  as  fast  as  Phila- 
delphia and  New  York  since  the  making  of  the  port  differential 
adjustment.  J.  W.  Carmalt,  for  the  Baltimore  &  Ohio  put  on 
the  stand  O.  S.  Lewis,  freight  traffic  manager  for  the  lines  east. 
He  gave  a  detailed  history  of  the  growth  and  development  of 
the  port  differential  adjustment,  the  first  notice  of  which  ap- 
peared, he  said,  in  the  records  of  the  Baltimore  &  Ohio  in  1869. 
In  1882  the  present  adjustment  was  finally  established,  as  a 
result  of  an  award  by  a  commission  composed  of  Allan  G.  Thur- 
man,  Elihu  B.  Washburn  and  Thomas  M.  Cooley,  three  of  the 
most  eminent  men  of  their  times.  They  said  there  was  no  rea- 
son why  the  adjustment  agreed  upon  in  1877  should  not  be  ob- 
served. In  1881  the  New  York  Central  and  the  Erie  had  with- 
drawn from  the  'agreement  made  in  1877  on  the  subject  and 
conducted  a  rate  war,  one  of  several  mentioned  by  Mr.  Lewis. 
That  1882  adjustment,  he  said,  was  the  one  that  had  continued 
to  this  day,  giving  Philadelphia  two  cents  and  Baltimore  3 
cents  under  New  York  on  the  third,  fourth,  fifth  and  sixth 
classes. 

Fifty-two  years  ago,  according  to  the  testimony  of  Freight 
Traffic  Manager  Lewis,  of  the  Baltimore  &  Ohio,  the  eastern 
trunk  lines  had  a  table  of  arbitraries.  In  1872  New  York  was 
10  cents  over  Baltimore  on  the  two  first  classes  and  five  cents 
on  third,  fourth,  and  the  "specials,"-  as  the  rates  lower  than 
fourth  were  then  called. 

In  the  centennial  year  of  American  independence  abritraries 
were  abandoned  and  percentages  were  taken  up.  Baltimore 
was  made  13  per  cent  lower  than  New  York  and  Philadelphia 
10  per  cent  lower.  That  system  was  in  use  about  six  weeks. 
Then  the  New  York  Central  and  the  Erie  withdrew  from  the 
settlement  because,  they  contended,  that  system  gave  PhiladeK 
phia  and  Baltimore  more  than  they  were  entitled  to  receive. 

The  1877  agreement  was  made  April  5  of  that  year  and  ap- 
plied to  both  east  and  west  bound  business.  Three  years  later, 
according  to  his  account,  the  New  York  Central  started  another 
war.  It  came  to  an  end  in  1881  by  the  restoration  of  the  rates 
that  had  been  agreed  on  in  1877.  In  January,  1882,  the  presi- 
dents of  the  eastern  trunk  lines  submitted  the  question  to 
the  Thurman,  Washbum,  and  Cooley  commission,  which  re- 
ported in  favor  of  its  retention.  The  three  men  mentioned 
held  hearings  in  Trunk  Line  and  Central  Freight  Association 
territory  cities,  listening  to  both  shippers  and  carriers.  Their 
report,  made  in  July,  1882,  recommended  the  retention  of  the 
agreement  of  1877  which  has  remained  in  effect  since  that 
time,  notwithstanding  that  the  Commission,  at  least  three 
or  four  times,  has  been  compelled  to  pass  upon  it. 

The  only  change  since  that  time,  he  said,  was  made  in 
1887,  when  both  the  Commission  and  Official  Classification 
came  into  existence.  Instead  of  3  cents  being  made  the  dif- 
ferential for  Baltimore  on  the  third,  fourth,  and  specials,  that 
sum  was  made  the  differential  on  the  four  lower  classes,  Official 
Classification  having  added  two. 

Mr.  Lewis  said  the  establishment  of  the  so-called  port 
differentials  took  place  as  a  recognition  of  the  geographical 
advantage  Baltimore  has  over  Chicago  and  practically  every 
other  port  in  Central  Freight  Association  territory  except 
Grand  Rapids  and  a  few  other  points,  and  that  its  advantage 
over  Cincinnati,  Evansville,  and  St.  Louis  is  great  He  said 
that,  on  mileage  alone,  to  St.  Louis,  Evansville,  Cincinnati  and 
some  other  points,  the  Baltimore  &  Ohio,  as  a  Baltimore  line 
would  be  entitled  to  rates  from  10  to  14.5  cents  under  New 
York.  But,  when  the  percentage  system  of  making  rates  to 
points  between  New  York  and  Chicago  was  adopted,  the  fact 
was  recognized  that  there  must  be  some  give  and  take,  though, 
on  a  strict  mileage  basis,  Baltimore  had  given  up  more  than 
it  had  taken. 


The  witness,  who  was  on  the  stand  the  whole  day  except 
for  the  short  time  Mr.  Smith  of  the  Baltimore  Board  of  Trade 
was  testifying,  was  subjected  to  a  long  cross  examination  by 
Mr.  LaRoe,  who  recently  had  brought  a  complaint,  in  behalf 
of  the  Boston  Chamber  of  Commerce,  attacking  port  differ- 
entials, and  F.  C.  Hillyer,  representing  the  Savannah  interests. 
Mr.  Hillyer,  as  a  counter  to  Mr.  Lewis'  contention  that  Balti- 
more, to  most  of  the  highly  competitive  markets,  was  entitled 
to  lower  rates  if  they  were  based  on  mileage  alone,  suggested 
that  terminal  costs  should  be  taken  into  consideration.  Mr. 
Lewis,  however,  pointed  out  that  his  contention  was  merely 
with  regard  to  mileage. 

On  re-direct  examination,  Mr.  Lewis  suggested  that,  while 
the  arrangement  was  called  a  port  differential  adjustment,  It 
really  was  a  group  of  origin  arrangement,  such  as  is  common 
throughout  the  country.  He  said  he  thought  the  western  lines, 
in  arranging  their  rates  on  sugar,  had  gone  beyond  reason  in 
arranging  their  "groups,"  the  groups  consisting,  he  suggested, 
of  all  outdoors,  both  as  to  origin  and  destination. 

Philadelphia's  interests,  both  carrier  and  commercial,  were 
put  before  Attorney-Examiner  Disque  in  the  hearing  he  is  con- 
ducting on  the  sugar  phase  of  the  port  differential  adjustment, 
immediately  after  the  close  of  the  testimony  in  behalf  of  Balti- 
more and  its  lines.  Just  before  the  end  of  the  session  of  April 
11,  Fred  H.  Behring,  for  the  Southern  Railway,  took  the  stand 
to  say  the  low  rates  from  New  Orleans  were  forced,  not  by  po- 
tential, but  by  actual  water  competition  and  there  was  warrant, 
he  contended,  for  lower  rates  on  sugar  from  New  Orleans  to 
Chicago  than  from  New  York  to  that  market. 

The  Philadelphia  lines  were  represented  by  E.  P.  Bates,  as- 
sistant freight  traffic  manager  for  the  eastern  region  of  the 
Pennsylvania  lines,  and  E.  A.  Hilleary,  freight  traffic  manager 
for  the  Philadelphia  &  Reading.  The  commercial  bodies  of  that 
city,  represented  by  W.  A.  Glasgow,  put  forward  as  their  wit- 
ness George  Pepper  Wilson,  of  the  chamber  of  commerce.  He, 
however,  was  speaking  for  all  the  commercial  interests.  John 
A.  McCarthy,  director  and  secretary  of  the  Pennsylvania  Sugar 
Refining  Company,  spoke  for  his  company  and  such  as  might 
be  situated  as  it  conceived  itself  to  be. 

In  a  broad  way  of  speaking,  their  position  was  that  the  dif- 
ference in  transportation  conditions  alone  warranted  rates  from 
Philadelphia  lower  than  from  New  York.  Mr.  Wilson  said  Phila- 
delphia commercial  interests  objected  to  any  change  in  rates  that 
would  have  the  effect  of  narrowing  the  spread.  He  said  the 
higher  level  of  the  rates  would  warrant,  if  any  change  was  sug- 
gested, an  increase  in  the  spread.  No  proper  recognition,  he 
said,  had  been  given  to  the  fact  that  the  quantum  of  the  rates 
had  been  greatly  increased  since  the  differentials  were  estab- 
lished. Philadelphia  was  not,  however,  asking  any  change  but 
merely,  at  this  time,  opposing  any  change  the  effect  of  which 
would  be  to  reduce  the  differentials  needed  to  give  recognition 
to  the  difference  and  amount  of  service  rendered.  Mr.  McCarthy 
said  the  difference  was  needed  to  enable  the  Philadelphia  refiner 
to  compete  in  the  markets  to  the  west. 

H.  S.  Noble,  vice-president  of  the  Great  Lakes  Transit  Cop. 
poration,  said  rail-and-water  service  between  New  York  and  Chi- 
cago would  be  restored  soon  and  practically  on  the  pre-war  basis, 
so  the  rail-and-water  rate  on  sugar  between  the  two  cities  would 
again  become  the  measuring  stick.  In  pre-war  days  that  rate 
was  the  one  which  was  used  for  establishing  the  New  Orleans- 
Chicago  rate. 

The  New  Orleans  point  of  view  as  to  rates  on  sugar  to 
Chicago  and  other  northern  markets  was  presented  at  the  hear- 
ing conducted  by  Attorney-Examiner  Disque  on  April  12  and  13. 
The  witnesses  were  F.  B.  Bowes,  vice-president  in  charge  of 
traffic  of  the  Illinois  Central,  General  Freight  Agent  Costley  of 
that  company,  and  J.  K.  Dent,  assistant  to  the  vice-president  of 
the  Louisville  &  Nashville,  in  charge  of  traffic.  Mr.  Dent,  on 
cross  examination  by  Mr.  LaRoe,  emphatically  denied  that  the 
southern  lines  were  insisting  upon  an  adjustment  which  would  give 
them  the  advantage  where  distance  favored  the  movement  from 
New  Orleans  and  a  disregarding  of  the  distance  factor  when 
the  distance  was  against  New  Orleans.  He  insisted  that  all  they 
were  seeking  was  a  readjustment  that  would  restore  the  equi- 
librium he  claimed  was  in  existence  before  government  control. 

The  Arbuckle  side  of  the  controversy,  already  presented  at 
earlier  hearings,  was  reinforced  by  the  offering  of  more  exhibits 
prepared  by  Traffic  Manager  Carling. 


INDIANA  STATE  RATES 

The  Tragic  World   Washington  Bureau 

The  Commission  has  set  aside  Its  order  in  the  Indiana 
intrastate  rate  case,  the  order  being  similar  to  that  issued 
recently  in  the  case  of  Kansas.  It  was  notified  that  the  Indiana 
commission  had  set  aside  its  order  prescribing  lower  intrastate 
rates  than  fixed  by  the  Commission  in  its  order.  The  vacation 
of  the  Commission's  order  leaves  the  intrastate  rates  prescribed 
by  that  order  in  effect  "unless  and  until  changed  by  further 
affirmative  order  of  the  competent  authority  of  said  state." 


April  15.  1922 


THE    TRAFFIC    WORLD 


827 


Traffic  Lesson  No.   8 


Principles  of  Freight  Classification — Eighth  Lesson   in   the   Course   Written  for  the  Traffic  World 

by  Grover  G.  Huebner,  Ph.  D.,  Professor  of  Transportation  and  Commerce, 

University  of  Pennsylvania — Copyrighted 


Freight  classification  is  the  process  of  dividing  the  many 
different  varieties  of  railroad  freight  into  a  limited  number  of 
classes  or  groups  so  as  to  simplify  the  quoting  of  freight  rates. 
When  the  thousands  of  different  articles  shipped  by  rail  are 
so  grouped  the  railroads,  instead  of  fixing  a  separate  rate  for 
each  individual  article,  may  fix  rates  for  a  definite  number  of 
s.  for  it  is  understood  that  all  Items  included  in  a  given 
will  bear  the  same  freight  rate.  A  freight  classification 
book  indicates  the  class  to  which  each  article  is  assigned.  It 
is  the  natural  complement  of  the  class  tariff  which  shows  what 
the  rates  for  the  different  classes  between  given  points  or  ter- 
ritories are. 

A  rate  quoted  in  terms  of  a  class  is  known  as  a  "class  rate" 


in  contrast  with  a  "commodity  r«t«"  which  Is  assign' 
to  an  individual  commodity.  Perhaps  75  per  cent  of  the  rail 
tonnage  of  the  United  States  is  shipped  on  'such  special  or 
commodity  rates,  for  when  the  flow  of  a  particular  kind  of 
freight  between  two  points  becomes  especially  heavy,  when  the 
railroads  find  it  necessary  to  grant  special  rates  to  an  industry 
so  as  to  develop  it  or  when  they  are  unable  to  agree  on  the 
way  an  article  is  grouped  In  the  classification  book.  It  may  be 
withdrawn  from  the  classification  to  far  as  Its  shipment  be- 
tween particular  points  or  territories  Is  concerned.  Virtually 
all  articles  shipped  by  rail  are  classified  and  are  covered  by 
class  rates,  but  whenever  a  commodity  rate  has  been  estab- 
lished the  commodity  tariff  takes  precedence  over  the  class 
tariff  and  classification  book. 

Major  Classifications   and    Classification    Committees 

Interstate  class  traffic  in  the  United  State*  Is  governed 
primarily  by  the  Consolidated  Freight  Classification,  the  first 
issue  of  which  became  effective  December  30,  1919.  Prior  to 
this  date  the  major  classifications  were  Issued  in  their  separate 
classification  books  known,  respectively,  as  the  Official,  South- 
ern, and  Western  Classification.  The  Consolidated  Freight 
Classification  brings  together  the  three  major  classifications 
into  a  single  document.  It  does  not  signify  that  a  single  uniform 
classification  now  governs  interstate  class  traffic.  A  fiance  at 
figure  No.  1,  which  reproduces  a  page  from  Consolidated  Freight 
Classification  No.  2,  shows  three  columns  labeled  "Official." 
"Southern"  and  "Western."  and  each  item  is  listed  or  rated 
in  each  column.  These  ratings  are  assigned  to  the  thousands 
of  Items  Included  In  the  Consolidated  Freight  Classification  by 
three  separate  committees  known,  respectively,  as  the  Official. 
Southern,  and  Western  Classification  committees.  Consolidated 
Freight  Classification  No.  1,  which  became  effective  April  1, 
1921,  In  fact,  constitute*  the  46th  Issue  of  the  Official  Classifi- 
cation, the  45th  issue  of  the  Southern,  and  the  57th  Issue  of 
the  Western. 

The  Consolidated  Freight  Classification  Is  a  step  in  the 
direction  of  uniformity  in  that  the  description  of  articles  is  the 
same  for  each  of  the  three  classifications  which  it  comprises, 
and  the  same  shipping  rales,  with  a  few  minor,  exceptions, 
apply  throughout.  The  class  ratings,  however,  still  vary  in 
many  Instances,  and  the  three  classification  commlttMPlH 
adhere  to  different  systems  of  classification.  The  Official  Clas- 
sification Committee  divides  traffic  Into  six  numbered  classes, 
a  rule  25  class,  and  a  rule  26  class,  and  lists  some  Items  as 
1>4,  1%.  2.  2%,  3  or  4  times  first  class.  The  Southern  Classifi- 
cation Committee  classifies  the  various  articles  Into  six  num- 
bered and  four  lettered  classes,  and  rates  some  Items  as  1»4. 
1H.  2.  2%,  3  or  4  times  first  class.  The  Western  Classification 
Committee  adheres  to  a  system  of  five  numbered  and  five  let- 
tered classes,  with  various  articles  rated  as  H4,  Itt.  2,  2H.  3. 
3H,  or  4  times  first  class. 

The  territories  within  the  jurisdictions  of  the  three  major 
classification  committees  are  Indicated  In  Map  No.  3.  The  ap- 
plication of  the  three  major  classifications,  however,  overlaps. 
Class  traffic  moving  from  points  located  near  a  classification 
boundary  Is  usually  governed  by  only  one  classification— that 
of  the  point  of  destination;  and  when  class  traffic  moves  from 
classification  territory  to  another  under  a  through  rate,  only 
one  classification  governs.  The  Interline  class  tariff  showing 
the  through  class  rate  indicates  the  particular  classification  that 
applies  In  such  Instance*. 

The  committees  performing  the  work  of  class  I  flea  tlon  are 
maintained  by  the  carriers,  but  are  semi-Independent  bodies  In 
that  their  member!)  are  not  employed  by  or  Identified  with  any 
particular  railroad.  The  Official  Classification  Committee  con- 
sists of  a  chairman  and  three  associate  members,  with  head- 
quarters at  New  York:  the  Western  Classification  Committee 
consists  of  a  chairman  and  two  other  members,  with  headquar- 


ters at  Chicago;  and  the  Southern  Classification  Committee 
consists  of  a  chairman  and  two  other  members,  having  head- 
quarters at  Atlanta,  Ga. 

The  classification  committees  are  now  more  open  to  the 
shipping  public  in  this  work  than  they  were  in  the  past.  Their 
general  procedure  was  prescribed  by  the  Interstate  Commerce 
Commission  (25  I.  C.  C.  451-608)  in  the  Western  Classification 
case  (The  Tafflc  World.  January  4,  1913,  p.  5)  as  follows: 

The  formal  hearings  of  classification  committees  hereafter  should 
be  made  public,  after  due  notice  to  the  Interested  parties,  including 
the  itate  commissions  and  the  Interstate  Commerce  Commission.  A 
record  of  facts  and  arguments  for  and  against  a  certain  classification 
should  be  kept.  As  rapidly  as  Items,  or  groups  of  Items,  have  been 
disposed  of  by  the  classification  committee  they  should  be  published 
In  accordance  with  law.  In  case  of  protest  to  this  Commission  the 
record  made  up  before  the  committee  should  be  promptly  transmitted 
to  the  Commission.  ...  It  Is  especially  Important  that  before  a 
classification  committee  publishes  new  rules,  descriptions,  packing 
requirements  and  ratings,  full  public  hearings  shall  have  previously 
been  given  after  sufficient  notice.  It  Is  not  necessary  to  hear  every- 
body. In  making  a  classification  that  would  mean  endless  repetition 
and  Interminable  controversy  without  ever  reaching  a  conclusion 
Rather.  It  Is  Important  to  hear  everything.  In  other  words,  a  body 
of  experts  In  classification  should  hear  and  know  everything  and  then 
[°"n  their  conclusion*.  The  conclusions  thus  formed  should  not  be 

Minor  Freight  Classifications 

In  addition  to  the  three  major  freight  classifications  em- 
bodied in  the  Consolidated  Freight  Classification  now  in  general 
use  in  the  United  States,  there  are  a  number  of  minor  classifi- 
cations. The  Canadian  Classlrlpatlfln,  generally  applies  on  ship- 
ments between  various  western  provinces  in  Canada  and  Du- 
luth.  Minneapolis,  St.  Paul,  and  Superior,  and  from  Canadian 
Freight  Association  territory  to  points  in  Oregon  and  Wash- 
ington and  to  the  north  Paclflt  coast  terminals  in  the  United 
States.  The  Mexican  Classification  applies  on  shipments  be- 
tween the  American-Mexican  border  and  points  In  Mexico  when 
the  rates  "break"  at  the  border  as  proportional  rates.  Separate 
state  classifications  have  also  been  authorized  by  the  state 
railroad  and  public  service  commissions  or  by  statute  in  Flor- 
ida, Georgia,  Iowa.  Mississippi,  Nebraska,  North  and  South 
Carolina,  Texas  and  Virginia.  These  state  classifications  gen- 
erally apply  on  intrastate  freight  shipments  within  the  ten 
states  mentioned,  but.  as  rates  are  interdependent  to  some 
extent,  the  railroads  at  times  also  apply  them  on  Interstate 
shipments  to  points  In  neighboring  states. 

All  Intrastate  class  traffic  within  these  states,  moreover. 
Is  not  governed  by  these  state  classifications,  for,  following 
the  Shreveport  case  and  other  court  decisions  upholding  the 
superior  power  of  the  Interstate  Commerce  Commission  In  case 
of  real  conflict  between  Intra-state  and  Inter-state  rates,  the 
Commission  has  authorized  the  setting  aside  of  state  classifi- 
cations In  case  of  defined  Intrastate  traffic. 

Classification    Exception* 

The  uniform  application  of  the  three  great  classifications 
embodied  In  the  Consolidated  Freight  Classification  is  further 
destroyed  In  that  individual  railroads  or  those  operating  in 
certain  territory  do  not  accept  them  In  their  entirety.  So-called 
classification  exceptions  are,  therefore,  Issued.  These  excep- 
tions, which  take  precedence  over  the  regular  classification 
books,  specify  that  certain  articles  shall  come  within  a  different 
class  from  the  one  to  which  they  were  assigned  by  the  classifi- 
cation committee.  They  are  Issued  either  by  the  individual 
roads  themselves  or  by  a  freight  traffic  association  or  agent 
acting  for  the  railroads.  Various  exceptions  have  also  been 
established  by  some  of  the  state  commissions.  The  exceptions, 
however,  should  cause  no  confusion  In  quoting  rates,  because, 
if  the  regular  classification  does  not  apply,  the  fact  Is  indicated 
in  the  rate  tariffs  and  the  governing  classification  exception 
Is  specifically  referred  to. 

Classification   Ratings 

The  main  work  of  the  classification  committees  is  to  give 
each  article  a  definite  "rating" — I.  e.,  assign  It  to  a  definite 
class.  As  may  be  seen  In  the  accompanying  extract,  selected 
at  random  from  the  Consolidated  Freight  Classification,  a 
classification  book  contains  no  freight  rates,  but  describes  each 
Item  distinctly  and  Indicates  Its  class  assigned  to  it  by  each 
of  the  three  major  classification  committees.  The  number  of 
classes  recognized  In  the  different  classifications  varies  widely. 

The  assignment  of  articles  to  these  classes  Is  not  an  exact 
science  nor  may  the  rating  accorded  a  particular  article  be 
determined  alone  by  the  yardstick,  the  scale,  and  the  dollar. 
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Loose  or  in  packages,  C.  L., 
min.  wt.  36,000  Ibs  

Wooden,  in  the  rough: 
Loose  or  in  packages,  L.  C.  L. 
Loose  or  in  packages,  C.  L.,  min. 
wt.  36,000  Ibs  

Separator   Steering   Poles   or 
Guides  : 
K.  D.,  in  bundles,  L.  C;  L  

K.  D.,  in  bundles,  C.  L.,  min.  wt. 
24,000  Ibs.,  subject  to  Rule  34.  . 
Slats  or  Sticks,  Apron,  Draper, 
Hay  Sling  or  Reel: 
In  bundles,  L.  C.  L  

Wooden,  in  the  white,  ironed 
or  not  ironed: 
.Loose  or  in  packages,  L.  C.  L.  . 
Loose  or  in  packages,  C.  L.,  min. 
wt.  36,000  Ibs  

In  boxes  or  crates,  L.  C.  L  

Loose  or  in  packages,  C.  L.,  min. 
wt.  30,000  Ibs  

Wooden,  finished: 
Loose  or  in  packages  

Spikes  (Teeth),  for  Clover  Hull- 
ers or  Threshers  : 
In  barrels  or  boxes,  L.  C.  L.  . 

Loose  or  in  packages,  C.  L., 
min.  wt.  30,000  Ibs 

Potato  Digger  Parts,  iron  or  steel, 
N.O.I.B.N: 
In  bundles,  L.  C.  L  

In  packages  named,  C.  L.,  min.  wt. 
30,000  Ibs  ,  

Sulky  Attachments  : 
K.  D.,  in  boxes,  bundles  or  crates, 
L.  C.  L  

In  barrels,  'boxes  or  crates,  L.  C.  L. 
Loose'  or  in  packages,  C.  L.,  min. 
wt.  36,000  Ibs.  

K.D.,loose  or  in  packages,C.L.,min. 
wt.24,0001bs.,  subject  to  Rule  34 
Sweeps  or.  Levers,  for  Horse 
Powers: 
Loose  or  in  packages,  L.  C.  L  
Loose  or  in  packages,  C.  L.,  min. 
wt.  30,000  Ibs.     .    . 

Rake  Teeth: 
Iron  or  steel: 
In  barrels,  boxes  or  bundles, 
L.  C.  L.. 

In  packages  named,  C.  L.,  min. 
wt.  30,000  Ibs.    .  .  .•  .... 

Wooden: 

In  barrels,  boxes  or  bundles, 
L.  C.  L  

Tool  Trays,   stamped  steel,   in 
boxes  or  crates  

Tread  Blocks,  for  Horse  Powers  : 
In  boxes,  bundles  or  crates,  L.C.L. 
Loose  or  in  packages,  C.  L.,  min. 
wt.  30,000  Ibs  , 

In  packages  named,  C.  L.,  min. 
wt.  30,000  Ibs  

Rasps  for  Clover  Hullers: 
In  barrels,  boxes  or  crates,  L.  C.  L. 
In  packages  named,  C.  L.,  min. 
wt.  30  000  Ibs  

Wheels: 
Master  (Bull  Wheels)  : 
Loose  or  in.packages,  L.  C.  L.  . 
Loose  or  in  packages,  C.  L.,  min. 
wt.  24,000  Ibs.,  subject  to 
Rule  34   

Rolling  Coulters: 
Loose,  L.  C.  L  

In  bundles,  L;  C.  L  

In  crates,  L.  C.  L.  .  .  '.  

Other  than  Master  Wheels  (Bull 
Wheels),  but  not  including 
machine  finished  Gear  or 
Sprocket  Wheels  : 
Iron  or  steel: 
Weighing  each  less  than  10  Ibs., 
loose,  or  in  bundles  weighing 
each  less  than  10  Ibs.,  L.C.L. 
Weighing  each  10  Ibs.  or  over, 
loose,  or  in  bundles  weigh- 
ing each  10  Ibs.  or  over,  L. 
C.L  . 

In  barrels  or  boxes,  L.  C.  L  

Loose  or  in  packages,  C.  L.,  min. 
wt.  30,000  Ibs  

Screens  (Sieves),  for  Threshers: 
In  boxes  or  crates,  L.  C.  L  

Loose  or  in  packages,  C.  L.,  min. 
wt.  24,000  Ibs.,  subject  to  Rule 
34                      

Seats,  iron  or  steel: 
Finished,  with  or  without  Seat 
Springs: 
In  barrels,  boxes,   bundles  or 
crates,  L.  C.  L  

In  barrels,  boxes  or  crates,  L. 
C.  L  

Loose  or  in  packages,  C.  L.,  min. 
wt.   24,000   Ibs.,   subject  to 
Rule  34              

Loose  or  in  packages,  C.  L., 
min.  wt.  24,000  Ibs.,  sub- 
ject to  Rule  34.  .. 

(Continued) 

(Continued) 

April  15.  1922 


THE    TRAFFIC    WORLD 


831 


(Forest  City  Freight  Bureau  vs.  Ann  Arbor  et  al..  18  I.  C.  C. 
205,  The  Traffic  World,  April  23,  1910,  p.  488.)  Many  different 
factors  are  taken  into  consideration.  As  stated  by  the  Inter- 
state Commerce  Commission  in  its  annual  report  as  long  ago 
as  1897,  the  classification  committees — 

take  Into  consideration  whether  commodities  are  crude,  rough  or 
finished:  liquid  or  dry:  knocked  down  or  set  up:  loose  or  In  bulk: 
nested  or  In  boxes,  or  otherwise  packed:  If  vegetables,  whether  green 
or  dry.  desiccated  or  evaporated:  the  market  value  and  shippers'  rep- 
resentations as  to  their  character;  the  cost  of  service,  the  length  and 
duration  of  haul:  the  season  and  manner  of  shipment;  the  space 
occupied  and  weight:  whether  In  carload  or  less-than-carload  lots; 
the  value  of  annual  shipments  to  be  calculated  on:  the  sort  of  car 
required,  whether  flat,  gondola,  box.  tank  or  special:  whether  Ice  or 
heat  must  be  furnished:  the  speed  of  trains  necessary  for  perishable 
or  otherwise  rough  goods:  the  risk  of  handling,  either  to  the  goods 
selves  or  other  property:  the  weights,  actual  and  estimated;  the 
carriers'  risk  or  owners'  release  from  damage  or  loss. 

The  value  of  an  article  is  particularly  important,  because 
on  this,  in  part,  depends  its  ability  to  bear  a  higher  or  lower 
freight  rate;  It  similarly  bear*  a  relation  to  the  value  of  the 
transportation  service  to  the  shipper.  Wejght  and  space  occu- 
pied are  also  invariably  considered.  The  hazardous  character 
of  an  article  or  the  risk  of  the  carrier  in  handling  and  trans- 
porting it  is  likewise  afactor.  So  is  the  noMlbllltY  fir  nrf"*"1!- 

mannfrr  ifiwliicil      ^^^_n&£k£d " 
to  obtain  a  full   c 
Many   of   the 


and   the  ability  to  iQftf)   \\ 


classification  factors  mentioned  have  to  do 
with  the  cost  of  transporting  and  handling  freight.  Space  occu- 
pied, weight,  risk,  or  liability,  care  in  handling,  ability  to  load 
so  as  to  obtain  full  carloads,  packing,  and  the  need  of  special 
equipment,  beat,  refrigeration  or  rapid  delivery,  all  are  related 
to  the  cost  of  transportation  service.  So,  also,  are  the  length 
and  direction  of  the  haul  of  particular  articles,  the  volume  or 
quantity  transported,  and  whether  It  Is  carried  In  carload  or 
less-than-carload  lots.  An  article  that  Is  carried  in  great  quan- 
tities in  one  classification  territory  and  not  in  another  may  be 
assigned  to  a  lower  class  in  the  one  than  in  the  other,  because 
volume  affect*  the  cost  of  the  service. 

One  and  the  same  article,  a*  may  be  seen  on  any  page  of 
a  classification  book  (see  Fig.  1)  usually  receive  a  '"Wfy  """' 


1)  usually  receive  a  lower  i 

than      In      l»««.than-^.>lo«H 


ItinK  Mali 


lias  established   the  gen- 


a  usft 

The  Interstate  Com merce 
eral  principle  that 

carload  ratings  should  be  established  whenever  carload  quantities  are 
offered  for  shipment  and  public  interact  require  It:  and  that  In  estab- 
lishing a  proper  relation  between  carload  and  less-than-carload  ratings 
consideration  should  be  given  to  the  relative  cost  of  handling,  the 
demands  made  upon  the  terminal  properties  of  the  carriers,  and  the 
utilisation  of  equipment  C.  Reports  MM.  See  above.) 

In  its  Consolidated  Freight  Classification  decision,  the  Com- 
iplmlnn  explains  the  difference  between  1.  c.  1.  and  c.  I  itlngi 
as  follows: 


Carload  freight  ...  Is  generally  received  and  delivered  at  pri- 
vate sidings  or  on  train  tracks,  and  usually  the  loading  and  unloading 
Is  performed  by  consignors  and  consignees.  Less-than-carload  freight 
Is  usually  handled  through  the  depots  and  the  expense  thereof  Is  borne 
by  the  carriers.  In  addition,  the  movement  of  freight  In  carloads 
means  more  efficient  use  of  equipment,  for  the  average  loading  Is 
much  greater.  (51  I.  r  C.  Reports,  S.  decided  July  3.  1119.) 

Classification  committees  and  carrier*  have,  In  practice, 
given  some  attention  to  th«  amount  of  cornngU^on  encountered 
In  transporting  given  articles,  though  this  Ms  less  Impor- 

tant In  classification  than  In  establishing  freight  rates. 
y>e   Commission    which   hag   b- 

force  of  competition,  h  •  at  v    

Hpn,  Ht^-iafopg,    frt  ha«  ruled1    for  example,  that 

•f  carriers,  within  proper  limitations,  may  take  competition  Into  consld- 
(  eratlon  In  classifying  freight.  Competition  that  may  be  considered  In 
V  proper  cases  not  only  includes  that  between  carriers,  but  also  that  of 
\the  commodity  produced  In  one  section  of  the  country  with  the  same 

I  commodity  produced  In  another  section,  and  sometimes  competition  of 

lone  kind  of  traffic  with  another.     (Metropolitan  Paving  Brlrk  Co.  et  al. 

(vs.  Ann  Arbor  et  al.;  17  I.  C.  C..  197— Th-  Traffic  World,  Dec.  11,  1909, 

J p.  586.) 

There  Is,  also,  no  doubt  that  revenue,  consideration*  influ- 
•  .^UL  '•'••  tclajjjlficajjojj,  T) 

tne  cllUf  oka  are  entirely  separate,  but.  In  practice, 

ih"  freight  classification  committees  do  not  disassociate  tariffs, 
tonnage  records,  and  revenue  reports  from  their  minds  when 
they  revise  classifications.  Particularly  have  the  railroads  been 
reluctant  to  agree  to  the  readjustment  of  classifications  in 
accordance  with  other  governing  factors  when  there  has  been 
uncertainty  a*  to  whether  or  not  the  public  regulating  bodies 
would  permit  them  to  maintain  their  revenue*  by  advancing 
thdr  freight  rates. 

guiding  principle  announced  by  the  rnmmfosinn  _ 

'  t    rgat    rTlnHnrtlnn    from. 


years  of  experience  and  not  infrequently  compromises  were 
made  and  economic  expediency  was  a  governing  force.  Thp 
guiding  principle— "a  real  distinction  from  a  transportation 
standpoint'1 — has  been  generally  recognised  hut  nnt  Invarlajjy 
enforced,.  It  is  moreover,  dependent  nn  human  judgment  rather 
than  on  any  fixed  code  "f  rules,  and  honest  differences  of  nniniofl 
regarding  the  relative  value  of  the  manv  factm-a  involved  jj^ 
classification  may  arise. 

Other  Duties  of  Committees 

Although  the  principal  duty  of  the  classification  committees 
is  to  assign  articles  to  definite  classes,  they  perform  other  func- 
tions that  are  also  of  great  importance.  It  has  already  been 
stated  that  they  dd£rjniii£— Lii£__ ^axix^d__mijiimiiiii_ w_£jghXfl.  for 
all  classified  articles  that  are  placed  in  a  lower  class  when 
shipped  In  carload  quantities—!,  e.,  they  provide  that  a  specified 
minimum  weight  shall  be  regarded  as  constituting  a  carload, 
even  if  the  actual  weight  of  the  freight  in  the  car  should  be 
less.  Different  articles  are  assigned  different  carload  minima. 
They  are  graded  partly  on  the  physical  ability  to  load  a  certain 
weight  into  a  car  of  given  size,  but  they  have  been  generally 
based  on  commercial  conditions  rather  than  upon  physical  di- 
mensions. (XXV  I.  C.  C.  Reports,  607.  See  above.) 

The  classification  committees  also  establish  freight  shipping 
riijaa  and  jnsLrimi-kina  regarding  carload  jnixliir£fl.i packing  re- 
quirements; declared  and  invoice  values;  loading  and  unloading; 
description  and  marking  of  packages;  the  minimum  and  maxi- 
mum limits  to  less-than-carload  charges;  the  treatment  of  arti- 
cles with  unusual  dimensions;  packages  containing  articles  of 
more  than  one  class  or  of  parts  of  a  complete  article;  the  use 
of  tank  cars;  empty  packages  returned;  and  other  shipping 
requirements.  They  also  refer  to,  although  they  do  not  them- 
selves determine,  the  rules  governing  Inflammables  and  explo- 


(Stowe-Fuller  Co.  vs.  P.  Co.  et  al., 

I.  C.  CTZ15;  and  ForF  Smith  Traffic  Bureau  vs.  St.  U  &  S.  F. 
et  al..  13  I.  C.  C.  474,  etc.)  The  classifications  a*  they  are  today, 
however,  were  developed  slowly;  they  are  the  result  of  many 


slves  that  shall  apply,  and  the  form  of  bill  of  lading  and  live 
stock  contract  that  shall  be  issued.  The  Importance  of  the 
freight  snipping  regulations  contained  In  the  Consolidated 


Freight  Classification  is  not  confined  to  shipments  of  class 
traffic;  commodity  tariffs  frequently  specify  that  the  shipping 
rule*  published  in  this  classification  shall  apply  to  articles  mov- 
ing on  commodity  rates. 

The  principles,  rules  and  regulations  of  the  Consolidated 
Freight  Classification  will  be  described  in  lessons  9  and  10. 

POMERENE    BILL    AMENDMENT 

Tki  Traffic  World   Washington  Burton 

The  position  of  trunk  line  railroads  In  Official  Classifica- 
tion territory  with  regard  to  Senate  Bill  2530,  amending  the 
Pomerene  bill  of  lading  act,  was  outlined  to  the  Pomerene 
subcommittee  of  the  Senate  Interstate  commerce  committee 
April  10  by  Henry  Wolf  Bikle.  Mr.  Bikle  said  the  carriers 
were  not  primarily  opposing  the  bill  but  believed  some  of  the 
provisions  were  undesirable.  He  said  the  part  of  the  bill 
that  had  bothered  them  most  was  the  part  of  section  21  which 
was  criticized  at  the  hearing  held  April  3  by  W.  H.  Chandler. 
(See  Traffic  World,  April  8.)  Mr.  Bikle  said  Mr.  Chandler  had 
stated  the  objections  to  that  part  of  the  bill  which  the  ship- 
pers' representatives  said  could  be  eliminated. 

Section  20a,  the  witness,  said,  would  Impose  a  serious 
burden  on  the  carriers  and  covered  exactly  the  kind  of  ques- 
tion which  should  not  be  "frozen"  by  legislation.  He  said  the 
bill  seemed  to  negative  the  right  of  the  carrier  to  charge  for 
the  service  required  under  the  section.  Senator  Pomerene 
that  the  law  should  permit  an  extra  charge.  Mr.  Bikle 

If  section  20a  were  enacted  it  should  be  made  clear  that 

the  carrier  could  make  a  reasonable  charge  for  the  service. 
He  also  said  the  word  "pieces"  should  be  taken  out  of  the 
section  because  it  would  prove  a  "trouble  maker"  due  to  the 
fact  that  disputes  would  arise  as  to  the  definition  of  the  word. 

H.  F.  Jones,  executive  secretary  of  the  National  Poultry 
Butter  &  Egg  Association,  urged  enactment  of  section  20a  in 
the  Interest  of  giving  the  shipper  a  clean  bill  of  lading. 

Mr.  Bikle  submitted  the  following  memorandum  on  the 
position  of  the  trunk  line  railroads,  prepared  by  himself,  Clyde 
Brown,  F.  A.  Farnham.  Theodore  W.  Reath  and  H.  A.  Taylor, 
law  members  of  the  Uniform  Bill  of  Lading  Committee  and 
counsel  for  the  carriers  represented: 

I.    General  Objections 

"1.    The  rules  embodied  in  this  amendment*  are,  for  the 


•In  this  memorandum  the  Federal  Bills  of  Lading  Law  will  be 
referred  to  as  the  Pomerene  Act,  and  Senate  Bill  2630  as  "the  amend- 
most  part,  not  appropriate  for  Congressional  action.  They 
belong  to  the  class  of  regulations  which  are  best  dealt  with 
after  full  investigation  by  an  administrative  tribunal— in  this 
instance,  the  Interstate  Commerce  Commission. 

(a)  Regulations  of  this  sort,  proper  In  one  locality  or  on  one 
railroad,  might  !«•  highly  undesirable  elsewhere;  so  also  their  pro- 
priety might  be  afrom-i]  by  the  nature  of  the  traffic  (Ponchatoula 
Farmers'  Asm.  vs.  Railroad.  19  T.  C.  C.  613.  S20-521):  It  would  not  be 
In  the  public  Interest  to  establish  a  rigid  rule  applicable  everywhere 
throughout  the  I'nlti'd  States. 

fd)  In  like  manner  changes  In  conditions  might  afford  a  proper 
basis  for  changes  In  the  rules,  and  Congress  ought  not  to  be  called 
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on  to  exert  its  great  power  at  frequent  intervals  with  respect  to  mat- 
Co)  The  Commission  has  actually  dealt  with  some  of  the  matters 
covered  by  the  amendment;  Ponchatoula  farmers  Assn.  vs.  Railroad, 
19  I  C  C  613.  520-521;  Louisiana  State  Rice  Milling  Co.  vs.  M.  L.  & 
T  R  R.,  34  I.  C.  C.  611  (checking  of  freight  by  carriers);  Bills  of 
leading,  64  I.  C.  C.  357  (designation  of  bills  of  lading). 

"2.  The  Pomerene  Act  finds  Its  primary  purpose  in  the 
protection  of  the  order-notify  bill  of  lading — the  instrument  of 
commercial  credit:  the  arguments  advanced  in  behalf  of  this 
amendment  are  out  of  place  as  applied  to  the  straight  bill  of 
lading  upon  which  moves  the  bulk  of  the  commerce  of  the 
country. 

"3.  The  rules  embodied  in  the  amendment  relate  primarily 
to  the  substantive  practices  of  railroads  and  only  incidentally 
affect  bills  of  lading.  They  should  not  be  dealt  with  by  way 
of  amendment  to  the  Pomerene  Act,  but  if  at  all,  by  way  of 
amendment  to  the  Interstate  Commerce  Act. 

"4.  The  amendment  would  increase  the  divergence  be- 
tween the  Pomerene  Act  and  the  State  bills  of  lading  laws;  and, 
therefore,  runs  counter  to  the  policy  of  making  uniform  the 
law  of  bills  of  lading. 

II.     Specific  Objections 

"1.  Section  3  (a).  The  general  requirement  that  a  car- 
rier shall  issue  either  a  straight  bill  of  lading  of  an  order 
bill  of  lading  as  the  shipper  may  request  is  objectionable 
because 

(a)  It  is  not   conditioned  upon  the   carriers  having  received  the 
goods  in  return  for  which  the   bill  of  lading  is  demanded. 

(b)  It  requires  the  issuance  of  one  or  other  form  of  bill  of  lading. 
The  Interstate  Commerce  Act   (Sec.  20)   requires  a  receipt  or  bill  of 
lading.      In    connection   with   live   stock    it    is   customary    to    issue   a 
receipt  known  as  a  Live  Stock  Contract  (see  recent  decision  of  Inter- 
state  Commerce   Commission   relative   to   this   document,    64   I.    C.   C. 
357-1921);   and  in  the  case   of  coal  it  is  the   custom   of  the  principal 
coal-carrying  roads  in  this  territory  not  to  issue  bills  of  lading,   but 
to  issue  receipts.    This  practice  is  of  long  standing,  and  is  apparently 
entirely  satisfactory  to  the  shippers  of  coal. 

"2.  Section  19  (a),  20  (a)  and  21.  These  sections  pro- 
pose to  change  the  present  law  so  as  to  impose  new  and  oner- 
ous duties  on  the  carriers  with  reference  to  the  checking  of 
freight  into  cars. 

(a)  Their  propriety  or  impropriety  depends  on  the  circumstances 
of  particular  cases  and  should  not  be  dealt  with  wholesale.     What  is 
desirable  In  a  city  may  be  just  the  reverse  in  a  small  country  town. 
The  burden  involved  in  sending  an  employee  to  an  outlying  siding  of 
a  shipper  to  check  his   shipments   must   depend   on   the   disttance  of 
such  siding  from  the  carrier's  station. 

(b)  The  checking  of  such  freight  could  not  be  done   unless  the 
representative  of  the  carrier  remained  at  the  car  during  the  progress 
of  the  loading,  since  in  no  other  manner  could  he  count  the  packages 
or  pieces  that  might  be  loaded.     Further  difficulties  would  be  encoun- 
tered in  those  frequent  instances  where  a  shipper  does   not  load  the 
entire  car  at  one  time,  but  at  intervals — perhaps  during  the  two  days 
allowed  for  loading — as  he  hauls  his  goods  to  the  station.     The  time 
that  would   be  required  is  obvious,   and  the   resulting  expense  would 
be  very  great. 

(c)  This  burden  would  be  increased  in  the  case  of  the  shipper's 
outlying   sidings.      The    carrier   would    have   to   maintain    a   corps   of 
checkers  to  be   sent  anywhere  at  any  time,  upon   request,   and   they 
would  have   to  remain  on   hand  during  the   progress   of  the  loading. 

(d)  The   burden   proposed   is   serious   since   the   railroad   is   to   be 
required  to  count  "the  pieces  or  packages."     This  is  a  practical  im- 
possibility in  the  case  of  such  commodities  a  lumber,   brick,   etc. 

(e)  The   provision   for  compensation  in  the   case   of  checking   at 
outlying  sidings  is  apt  to  prove  illusory  because  of  the  probable  de- 
mand of  the  shipper  that  he  shall  be  charged  only  for  the  time  the 
checker   is   busy   on   his   shipment.      Moreover   competitive    situations 
complicate   the   matter   because   the   shipper's   siding   may   be   nearer 
one  railroad  than   another.     The  greater  portion  of  freight   is  loaded 
after  12  o'clock  noon,  and  the  carriers  would  have  to  maintain  check- 
ers whose  time  would  be  wasted.     In  any  event  the  charge  should  be 
required   to   be  filed  with   the  Interstate   Commerce   Commission   like 
any  other  charge   for  a  tranportation   service — another   consideration 
indicating  that  the  amendment  is  not  properly  a  part  of  the  Pomerene 
Act. 

(f)  At  small  country  towns  checkers  would  have  to  be  available, 
although   there   might  be   only   one   shipper  who   would   ever  demand 
their  services;  and  his  siding  might  be  far  removed  from  the  freight 
station  and  he  might  ship  only  at  infrequent  intervals. 

(g)  The  Commission  in  at  least  two  cases  after  a  full  investiga- 
tion has  failed  to  find  a  basis  to  require  the  carriers  to  discontinue 
practices  such   as  those  ought  to  be  condemned  by  the  amendment; 
Ponchatoula  Farmers  Assn.   vs.   Railroad,    19   I.   C.   C.   513;   Louisiana 
State  Rice  Milling  Co.  vs.  M.  L.  &  T.  R.  R.,  34  I.  C.  C.  511.     If  the 
Committee  of  the  Senate  had  time  to  make  a  similar  investigation  of 
any   actual   situation,    it   is   confidently   believed   that   it  would   reach 
the  same  conclusion.     But  the  matter  properly  belongs  to  an  adminis- 
trative tribunal,  not  to  the  legislature  with  its  more  important  func- 
tions. 

(h)  This  Is  not  an  auspicious  time  to  impose  serious  burdens 
upon  the  carriers — burdens  that  will  entail  additional  expense  that 
must  ultimately  be  met  by  the  public.  In  addition,  if  requirements  of 
this  kind  are  made  rigid,  the  railroads  will  hesitate  to  establish 
agency  stations. 

Representatives  of  the  Southern  and  Western  carriers  will 
be  beard  April  17. 


cases  should  be  decided  under  section  1,  when  the  privilege  is 
given  not  only  on  the  through  route  but  in  the  same  general 
territory  as  complainant  operates.  It  is  further  stated  that  the 
Supreme  Court  gave  no  consideration  to  a  violation  of  section 
two,  which  prohibits  different  rates  on  a  shipment  over  the  same 
through  route,  and  which  would  be  involved  when  one  shipper 
on  that  through  route  had  transit  at  the  through  rate,  while 
another  shipper  on  a  different  railroad,  but  on  the  same  through 
route,  did  not  have  transit  and,  therefore,  was  compelled  to  pay 
the  combination  of  locals. 

But  the  chief  point  in  the  brief  seems  to  be  that,  by  virtue 
of  the  rule  of  the  Commission  to  the  effect  that  a  rate  cannot 
be  changed — that  is,advanced  or  reduced — while  the  movement  is 
is  no,  it  is  unjustly  discriminatory  for  the  Commission  not  to  grant 
transit  or  fabrication,  etc.,  at  every  point  on  the  through  route.  In 
the  forty  per  cent  case  The  Parkersburg  Rig  &  Reel  Company,  at 
Parkersburg,  Va.,  was  compelled  to  pay  the  40  per  cent  advance 
which  amo.unted  from  $100  to  $600  a  car  on  its  outbound  ship- 
ments of  tanks  from  Parkersburg,  while  its  competitors  who  had 
fabrication  were  not  compelled  to  pay  the  advance  but  the  rate  in 
effect  when  the  inbound  shipment  moved  from  the  point  of  origin. 
The  brief  argues  that  this  rule  of  the  Commission,  which  makes 
the  rate  from  the  point  of  origin  apply  throughout  the  through 
movement,  compels  the  Commission  to  permit  transit,  fabrica- 
tion, etc.,  on  the  entire  through  route.  Turning  the  question 
around,  it  is  argued  that  the  failure  to  grant  fabrication  is  un- 
justly discriminatory  because  of  this  rule.  This  point,  the  brief 
says,  was  not  presented  to  the  Supreme  Court,  the  Supreme 
Court  saying  that  transit  granted  by  a  connection  was  not  un- 
duely  discriminatory  unless  the  carrier  refusing  transit  did 
something  more  than  merely  joining  in  joint  rates  with  the  con- 
nection having  transit 


DECISIONS  IN  TRANSIT  CASES 

What  effect,  if  any,  has  the  creosotlng  case  decision  of  the 
U.  S.  Supreme  Court  on  cases  that  have  been  turned  off  under 
a  finding  of  undue  prejudice  rather  than  unreasonableness?  This 
question  arises  more  or  less  in  docket  No.  11733,  the  Parkers- 
burg Rig  &  Reel  Company  vs.  The  Baltimore  &  Ohio  Railroad 
Company  et  al.,  and  in  behalf  of  the  complainant,  a  brief  written 
by  Walter  E.  McCornack,  attorney,  and  V.  E.  Milsark,  traffic 
manager,  discusses  it 

It  is  stated  that  the  Supreme  Court  suggested  that  transit 


BILL  OF  LADING  EXCEPTIONS  CLAUSE 

(London   Times,   March    16) 

Case  of  Duncan  Fox  and  Co.  vs.  Nautilus  Steam  Shipping  Co., 
Ltd.,  and  another.  King's  Bench  Division.  Before  Mr.  Justice 
Bailhache. 

The  plaintiffs  in  this  case  claimed  damages  for  non-delivery 
of  certain  bales  of  wool  shipped  from  Punta  Arenas  to  London. 

Mr.  Porter  appeared  for  the  plaintiffs;  Mr.  A.  T.  Miller,  K. 
C.,  and  Mr.  James  Dickinson  appeared  for  the  first  defendants, 
the  Nautilus  Steam  Shipping  Company,  and  Mr.  Wootten,  K.  C.. 
and  Mr.  Wishart  appeared  for  the  other  defendants,  the  Port  of 
London  Authority. 

The  plaintiffs,  by  their  agents  in  South  America,  shipped  a 
number  of  bales  of  wool  from  Punta  Arenas  to  London  for  de- 
livery in  London.  The  steamer  arrived  in  London  in  due  course, 
but  it  was  then  found  that  certain  bales  were  missing.  The  ship 
had  discharged  her  cargo  into  the  custody  of  the  Port  of  London 
Authority,  and  the  company  contended  that  if  the  bales  had 
been  lost  at  all  they  must  have  been  lost  while  they  were  in  the 
hands  of  the  Authority.  By  their  defense  the  Authority  admit- 
ted that  they  had  lost  one  bale,  and  for  that  they  paid  £80  into 
court;  as  to  the  remainder  of  the  claim  they  put  in  a  general 
denial. 

The  only  point  of  general  interest  in  the  case  was  the  effect 
of  one  of  the  exceptions  clauses  in  the  bill  of  lading.  The  clause 
provided  that  "no  claim  will  be  entertained  by  the  company  in 
respect  of  goods  carried  under  this  bill  of  lading  unless  notice 
in  writing  thereof  be  given  at  the  port  of  delivery  within  one 
month  from  date  of  arrival  at  such  port." 

Mr.  Miller,  for  the  steamship  company,  said  that  the  plain- 
tiffs had  not  made  a  claim  for  the  missing  bales  until  more  than 
a  month  after  arrival  of  the  steamer,  and  therefore  the  claim 
was  barred,  quite  apart  from  any  other  defense  which  the  com- 
pany might  have. 

Mr.  Porter  said  that  the  exceptions  .clause  as  to  notice  was 
ambiguous;  the  word  "arrival"  might  refer  to  arrival  of  the  ship 
or  to  arrival  of  the  goods,  and  he  submitted  it  must  be  read  as 
referring  to  the  goods.  Otherwise,  a  consignee  of  goods  which 
were  so  stowed  in  the  ship  that  they  could  not  be  put  ashore 
until  more  than  a  month  after  the  ship  had  arrived  would  be  de- 
prived of  all  right  to  make  a  claim. 

Mr.  Justice  Bailhache  said  that  he  thought  the  word  "arrival" 
-must  have  been  intended  to  apply  to  arrival  of  the  ship;  but 
there  was  some  ambiguity  about  it,  and  he  would  not,  therefore, 
stop  the  case  on  that  objection. 

Evidence  was  then  called  of  the  number  of  bales  actually 
carried  and  delivered,  and  counsel  addressed  the  court. 

Mr.  Justice  Bailhache  said  that  the  case  had  caused  him 
some  hesitation,  but,  on  the  whole,  he  had  come  to  the  conclu- 
sion that  the  missing  bales  had  been  traced  to  the  Port  of  Lon- 
don Authority,  who  must  have  mislaid  them.  There  would,  there- 
fore, be  judgment  against  the  Authority  with  costs. 


G.  A.  S.  &  C.  STOCK 

The  Georgia,  Ashburn,  Sylvester  &  Camilla  has  asked  per- 
mission to  issue  $600,000  of  common  stock,  in  $25  shares.  It 
desires  to  sell  $540,000  of  that  issue,  the  money  to  be  used  in 
acquiring  that  part  of  the  Hawkinsville  &  Florida  Southern 
between  Ashburn  and  Camilla. 
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PENNSYLVANIA  STATION 
Uhiih  Valley '«  New  York  City  Terminal 

Convenient  Terminals 


Convenient  Terminals  contribute  lankly 
to  the  steadily  urowinK  popularity  of  Le- 
high  Valley  Train  Service  among  travelers. 

In  NEW  YORK,  Lehigh  Valley  passengers 
are  brought  to  the  splendidly  located 
PEN  NSYLYA  N I A  STATION,  a  block  from 
Broadway,  in  the  heart  of  the  business  dis- 
trict, convenient  to  hotels  and  theatres,  a 
few  -ttps  from  subways,  elevated,  buses, 
taxicabs,  etc.,  making  it  easy  to  reach  any 
part  of  the  city. 

Use  of  Reading  Terminal,  Market  and  12th 
Streets.  PHILADELPHIA,  make*  the  Lc- 
high  Valley  equally  convenient  there;  while 
in  BUFFALO  the  Lehigh  Valley's  modern 
terminal  at  Main  and  Scott  Streets  is  the 
most  accessible  in  the  city. 

In   CHICAGO,    Lehigh   Valley -Michigan 

tral   through  sleepers  use  the  Central 

Station,    Michigan    Boulevard    and    12th 

Street,  in  the  heart  of  the  hotel  district. 

Its  terminal  facilities  are 
typical  of  the  standards  main- 
tained throughout  the  Lehigh 
Valley  Passenger  Service. 


LohigK  \fclley 
Railroad 

•  The  Route  of  The  Black  Diamond' 


View  showing  relationship  of  ship,  wharf,  and 
shipside  warehouse. 


THE  PORT  OF 

Houston,  Texas 

What  is  Port  Houston  doing  to  take  care  of  the  increas- 
ing shipping  business? 

Her*  are  a  few  of  the  things  that  Port  Houston  is  doing: 

Created  a  Navigation  District  comprising  the  entire 
County  of  Harris  for  channel  and  terminal  development. 

Control  vested  in  Board  of  Commissioners  of  five  mem- 
bers, who  will  have  charge  of  existing  improvements,  in- 
cluding channel,  wharves,  harbor  belt  railway  and  ter- 
minal facilities.  This  Board  will  study  the  needs  of  the 
Port  and  provide  new  facilities  as  rapidly  as  possible. 

Now  under  construction,  one  wharf  500  feet  long  with 
transit  shed  180x480  feet,  connected  by  carrier  house  with 
500,000  bushel  grain  elevator;  grain  loading  chutes  on 
wharf;  another  wharf  800  feet  long  with  transit  shed  100 
feet  by  800  feet,  connected  with  shipside  high  density 
cotton  compress.  Electric  slat  conveyor  with  capacity  of 
90  tons  per  hour  connecting  transit  shed  with  concrete 
warehouse  of  201,203  square  feet  storage  space. 

Ordered:  Portable  stacking  or  piling  machines,  200 
feet  of  portable  conveyors  in  20-foot  sections,  2  fifteen- 
ton  locomotive  cranes,  with  electric  magnet. 

Does  this  look  like  Progress? 

Do  Yon  Know  Where  Houston  Is? 

Look  at  the  Map,  then  write  to 

DIRECTOR  OF  THE  PORT 

CITY  HALL       ....       HOUSTON,  TEXAS 
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Questions  and  Answers 

In  thia  department  will  be  answered  que»tions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traTic.  A  specialint 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  ^n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  sfvice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
•trTlci  Corporation,  Colorado  Building,  Washington,  D.  C. 


Meat  Shipments — Rule  10 

Connecticut.— Question:  (1)  Can  rule  10  of  the  Official 
Classification  be  applied  to  a  shipment  of  mixed  commodities, 
including  articles  for  which  a  specific  mixture  rating  has  been 
provided  (not  in  the  classification),  either  in  separate  commod- 
ity tariffs  or  in  tariffs  covering  exceptions  to  the  Official  Classi- 
fication, shipped  together  with  commodities  moving  under  class 
rates,  the  highest  carload  minimum  weight,  and  the  highest 
carload  rate  of  any  article  in  the  shipment  be  applied? 

(2)  Can  rule  10  oft  the  Official  Classification  be  applied  to 
a  mixed  shipment,  containing  articles  for  which  specific  com- 
modity rates  (not  in  mixed  lots)  are  published,  and  other  arti- 
cles moving  under  class  rates,  applying  the  highest  carload 
minimum  weight,  and  th'e  highest  carload  rate  for  any  commod- 
ity in  the  mixture? 

In  order  to  give  you  a  clear  view  of  what  I  mean  in  my 
question  (1)  of  a  specific  mixture  rating  published  in  tariffs 
covering  exceptions  to  the  Official  Classification,  I  will  give  the 
following  as  an  illustration: 

A  car  contained  the  following  articles:  Electric  broilers, 
tea  kettles,  electric  coffee  percolators,  electric  liquid  heaters, 
electric  toasters,  electric  ovens,  electric  heating  pads,  and  sad- 
irons, self-heating  (these  articles  are  authorized  to  be  shipped 
in  mixed  carload  lots  of  30,000  pounds,  rate  fourth  class,  in 
N.  Y.  N.  H.  &  H.  R.  R.  Tariff  I.  C.  C.  G-2449,  effective  October 
20,  1920,  Item  290;  a  similar  list,  you  will  find  in  Item  1876, 
C.  F.  A.  Freight  Tariff  130-M,  I.  C.  C.  1102,  W.  J.  Kelly,  agent). 
And  the  following  articles  moving  under  class  rates:  Food 
choppers,  hand,  carload,  minimum  weight  30,000  pounds,  carload 
rate,  fifth  class;  coffee  mills,  hand  or  power,  carload  minimum 
weight  24,000  pounds,  carload  rate,  fourth  class.  The  highest 
minimum  weight  being  30,000  pounds,  and  the  highest  carload 
rated  article  being  fourth  class,  could  the  entire  lot  move  at 
that  rate  (that  is,  rule  10  to  apply)  in  the  Official  Classification? 

Answer:  In  order  to  bring  your  shipment  within  the  ap- 
plication of  rule  10,  it  is  only  necessary  that  each  of  the  articles 
loaded  in  the  car  be  provided  with  a  carload  rate,  either  class 
or  commodity.  The  clause,  "they  shall  be  charged  at  the  car- 
load rate  applicable  to  the  highest  classed  or  rated  'article,' " 
presupposes  that  each  article  is  provided  with  an  individual 
carload  rate,  because  the  word  "highest"  contemplates  a  com- 
parison of  the  carload  rates  on  each  of  the  various  articles. 
Manifestly,  you  could  not  compare  the  carload  rate  on  food 
choppers,  electric  toasters  and  broilers  to  see  which  of  the 
three  is  the  "highest  classed  or  rated,"  because  neither  of  the 
latter  two  is  provided  with  a  carload  rate.  "Highest  classed  or 
rated  article"  does  not  mean,  in  our  opinion,  "highest  classed 
or  rated"  group  "of  articles." 

(2)  Yes.  If  each  article  in  the  shipment  is  provided  with 
a  carload  rate,  it  is  immaterial  whether  they  are  all  class,  all 
commodity,  or  part  class  and  part  commodity  rates.  The  rate 
to  be  applied  will  be  that  applicable  to  the  article  taking  the 
highest  carload  rate,  be  that  a  class  or  a  commodity  rate. 
Liability  of  Carrier  for  Delivery  of  Shipper's  Order  Shipment 
Without  Requiring  Surrender  of  the  Bill  of  Lading 

Missouri. — Question:  Please  be  referred  to  the  last  half  of 
your  answer  to  "Kansas,"  page  656,  your  edition  of  March  11, 
1922.  It  is  plain  that  an  order-notify  consignment  was  deliv- 
ered to  consignee  at  destination  on  the  execution  of  a  bond  in 
lieu  of  the  original  bill  of  lading  and  that  consignee  became 
bankrupt  before  draft  was  paid.  The  question  relates  to  in- 
terest. We  would  like  to  supplement  the  Kansas  question  by 
asking  whether  the  carrier  is  responsible  for  the  loss  repre- 
sented by  the  invoice,  although  it  acted  within  its  rights  in 
accepting  a  bond  in  lieu  of  the  original  bill  of  lading?  Is  it 
compulsory  for  the  carrier  to  exercise  the  necessary  diligence 
to  know  the  financial  status  of  consignee  and,  if  not  favorable, 
can  carrier  refuse  to  accept  bond?  We  contend  that  carrier 
must  exercise  this  diligence  and  has  the  option  of  doing  either. 

Answer:     The  carrier  is  liable  to  the  shipper  for  the  value 

of  the  shipment  by   reason  of  having   delivered  the  shipment 

without  requiring  the  surrender  of  the   shipper's  order  bill   of 

lading,  although  presumably  protected  by  the  consignee's  bond. 

A  carrier,  however,  is  under  no  obligation  to  accept  a  con- 


signee's bond,  and  may  refuse  to  deliver  the  shipment  without 
a  surrender  of  the  order-notify  bill  of  lading. 

The  surrender  of  the  bill  of  lading  being  a  condition  prec- 
edent to  the  right  of  the  consignee  to  possession  of  a  shipment 
covered  by  an  order  bill  of  lading,  the  carrier  delivers  the 
shipment  at  its  peril  without  requiring  the  surrender  of  the 
order  bill  of  lading. 

Duty  of  Carrier  to   Furnish   Suitable  Cars 

Wisconsin. — Question:  We  would  like  your  opinion  as  to 
what  extent  the  carriers  are  liable  for  loss  and  damage  as 
outlined  below;  also  on  what  authority  you  base  your  opinion 
as  to  the  carriers'  liability. 

The  shipper  has  a  car  placed  for  the  loading  of  a  grain 
product  destined  to  Milwaukee.  This  car  is  placed  in  the  regu- 
lar manner  by  the  switching  crew  who  do  the  switching  at 
the  shipper's  plant.  For  some  unknown  reason,  it  appears  that 
the  car  in  question  which  was  loaded  was  placed  at  the  ship- 
per's loading  platform  empty  before  it  had  been  inspected  by 
the  merchanical  department  of  the  railroad.  Shipper  loaded 
the  shipment  and  it  was  receipted  for  by  the  local  agent  in  the 
•  regular  manner.  Upon  arrival  at  destination,  when  placed  for 
unloading,  it  was  discovered  that  a  considerable  amount  of  the 
shipment  was  damaged,  due  to  defective  equipment. 

Answer:  It  is  the  primary  duty  of  a  common  carrier  to 
furnish  vehicles  suitable  in  every  respect  in  building,  strength 
and  mode  of  construction,  for  the  safe  transportation  of  the 
various  kinds  of  property  which  are  usually  carried  by  it,  and 
any  failure  to  observe  its  duty  in  this  regard  will  render  it 
liable  for  loss  or  injury  caused  thereby. 

In  the  fulfillment  of  its  duty  to  provide  safe  and  suitable 
cars  for  the  transportation  of  goods  offered,  the  carrier  must 
provide  cars  which  will  protect  the  goods  from  the  elements, 
and  no  defect  in  the  cars  will  excuse  a  carrier  from  liability 
on  proof  of  injury  to  the  goods. 

The  above  is  subject  to  the  qualification  that  the  carrier 
is  not  liable  for  loss  or  injury  where  the  shipper  by  express 
contract  or  by  voluntary  selection  of  the  car  under  circum- 
stances which  charge  him  with  full  knowledge  of  their  capa- 
bilities and  defects  releases  the  carrier  from  this  duty. 
Duty  of  Seller  to  Use  Care  in  Selecting  Carrier  in  Order  to 
Place  Risk  of  Transportation  on  Buyer 

Texas. — Question:  In  June,  1920,  we  placed  an  order  with 
a,  Baltimore  concern  for  shipment  of  piece  goods,  specifying 
on  order  best  route.  The  shipment  was  delivered  to  an  inland 
truck  line  running  from  Baltimore  to  Philadelphia  and  New 
York,  and  was  not  recognized  as  common  carriers.  The  truck 
line  has  gone  bankrupt  and  we  are  unable  to  locate  this  case 
of  merchandise  and  are  unable  to  secure  any  information  from 
them  or  the  shipper.  It  is  our  contention  that  as  the  company 
to  which  the  shipment  was  delivered  was  not  recognized  as 
a  common  carrier,  they  should  have  furnished  us  with  bill  of 
lading  from  a  carrier  recognized  by  the  Interstate  Commerce 
Commission.  Please  give  us  the  benefit  of  any  past  decision 
on  a  case  of  this  kind. 

Answer:  Section  248  of  Ruling  Case  Law  reads  in  part  as 
follows:  "Ordinarily  where  goods  are  to  be  shipped  to  the 
buyer,  a  delivery  by  the  seller  to  the  carrier  designated  by  the 
buyer  is  a  delivery  to  the  buyer,  and  constitutes  a  full  perform- 
ance of  the  seller's  obligation  to  make  delivery.  This  is  on 
the  theory  that  the  carrier  is  made  the  agent  of  the  buyer  to 
accept  the  delivery.  If  the  buyer  directs  the  goods  to  be  sent 
to  him  by  carrier  without  designating  any  particular  carrier,  a 
delivery  by  the  seller  to  the  carrier  selected  by  him,  if  proper 
care  is  used  in  the  selection,  is  a  delivery  to  the  buyer  to  the 
same  extent  as  though  the  buyer  had  himself  selected  the  car- 
rier. 96  S.  W.  188,  Templeton  vs.  Equitable  Mfg. "Co.  (Ark.); 
94  Pac.  354,  Hill  vs.  Fruita  Mercantile  Co.  (Colo.) ;  108  Pac. 
968,  Hurt  vs.  Ridenour-Raymond  Grocer  Co.  (Colo.) ;  3  Am.  Rep. 
177,  McGruder  vs.  Gage  (Md.) ;  26  A.  907,  Kelsea  vs.  Rumsey, 
etc.,  Mfg.  Co.  (N.  J.);  93  S.  W.  750,  Gottlieb  vs.  Amaldp  (Ark.), 
and  note  22  L.  R.  A.  416.  If  the  carrier  is  not  specified,  the 
seller,  acting  in  this  respect  under  the  order  of  the  buyer  to 
forward  the  goods,  is  his  agent  in  the  selection  of  the  carrier, 
and  in  either  case  the  carrier  is,  in  contemplation  of  law,  chosen 
by  the  buyer  Kelsea  vs.  Ramsey,  etc.,  Mfg.  Co.,  26  Atl.  907." 

With  the  exception  of  the  case  of  Ward  vs.  Taylor,  56  111. 
494,  we  do  not  locate  any  case  which  expressly  covers  the  duty 
of  a  seller  in  selecting  a  carrier.  In  this  case,  however,  it 
was  held  that  in  order  to  place  the  goods  at  the  risk  of  the 
buyer  the  seller  must  in  delivering  them  to  the  carrier  exercise 
due  care  and  diligence  so  as  to  provide  the  consignee  with  a 
remedy  over  against  the  carrier. 

(1)    Claims — Notice  to   One   of   Connecting   Carriers.     (2)    Suits 
Against    Liability  of  Connecting   Carrier 

Colorado. — Question:  A  shipment  originated  in  A,  routed 
B  Railroad,  c|o  C  Ry.  The  shipment  was  delayed  for  over  six 
months,  and  this  delay  resulted  in  a  loss  of  over  $5,000  to 
consignee.  Before  delivery  of  the  shipment  to  us,  a  claim  for 
the  full  value  of  the  shipment  was  entered  with  the  originating 
carrier,  and  after  receipt  of  the  goods  over  the  D  Railroad,  was 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  Route  Broken,  Forwarding 
and  Clearing  Houte  Agentt 

LAREDO,  TEXAS 

Branch**  In  all  Principal  CitUa  In  tho  Republic  of  Meilco 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  train* 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
•ervice  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 

LINES  .  me. 


Managing  Agrnti: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce   Navigation   Corp'n 

Genera/  Agtntt:  Hamburg-American  Line 

American -Hawaiian  S.  5.  Co. 
INTRRCOASTAL  SERVICE 

Between  New   York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

BMton 

8.8.  ALASKAN     

8.8.  MEXICAN     

B.8.  10 WAN    Apr.  22 

•L8.CALIFOKNIAN     

U.  NEBKASKAN     Mar     • 


Phila. 


New  York 

Apr.  IS 

Apr.  22         Apr.  I* 
Apr.,,         Apr.  27 

May  11         May  11 


Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 

EUROPEAN  SERVICE 

V.   •-   Patllc  COM!   Port*  U  Ik*  Principal  Port*  «f    th.   Unltod 
and    Continent— Dlrtrt    Fart- 

nlfhtlr    Balllao 


Joint  Strcicci  with 

Hamburg- American  Line 

To  Hamburg 
NEW  YORK  TO  HAMBURG 

8.8.  'MOUNT    CLAT     Apr.  U 

8.8.  OREGON! AN    .-. Apr.  2* 

U.  1RE80LITE    Mar     2 

8.8.  HANSA    Mar     S 

8J.  'MOUNT    CLINTON         May  11 

•Carriea  tkird-flaaa  paaaenccra. 
t  Flrat.  o*tend,   third-rlaaa   paaatnttn 
LOADING  PIER  It.  NORTH   RIVKR 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

8.8.  ORECOMAN    (llamburc  only   Tia  New  York) Apr.  21 

8.8.  GEORGIAN    (ria    Baltimor*   and    Norfolk) May     « 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  CALLIBTO    (rU  Baltimore  and   Norfolk)    Jane  T 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CALLI8TO   (TU  Norfolk)    Apr.  11 

8.8.  OREGON  I  AN   (Hambirt  only  via  Phila.  and  N.  T.)  Apr.  22 
U.  GEORGIAN   (Tia  Norfolk)    May  11 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CALLI8TO    Apr.  U 

8.8.  GEORGIAN    May  1« 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

8.8.  WB8TERWALD     Mid-April 

8.8.  8ACHBENWALO     Early    May 

T.r.««»  kllU  of  Udiac  Tia  Hamoyrr  braol  to  all  Bra.JIn.rlan 
aad  BalUc  Port. 

NEW  YORK  TO  DUTCH  EAST  INDIES 

PnwBf.    R«Uwa»-D*ll.    Port    8w*ttonbaai.    Blxaporo.    BaUrla. 
Bamaranc.    OmaWya 

8.8.  JALAPA    May  1* 

Loa4l»c    Ptor    21,    Poork    Torailnal.    Olftom.    S.    L 

NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT 

Tunto.    Malta.    Alexandria    and   Syrian    Coaat   Port* 

8.8.  JALAPA   May  1* 

L~*ms   Plor    21.    Po«tk    T.rmmlaal.    Olft^.    R.    L 

General  Office*:  39  BROADWAY,  New  York 
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WESTERN  FREIGHT  OFFICE 
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GENERAL  PACIFIC  COAST  AGENTS 
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amended  with  the  originating  carrier  to  cover  the  depreciation. 
We  do  not  know  and  cannot  prove  where  the  delay  in  transit 
occurred,  as  we  cannot  secure  a  record  of  the  movement  of 
this  shipment.  Can  we  sue  the  C  Ry.  or  the  D  Railroad  to 
recover,  or  must  action  be  brought  against  the  originating 
carrier? 

No  claim  or  notice  of  claim  was  ever  entered  with  the  car- 
rier who  actually  made  the  delivery  or  with  the  delivering 
carrier  as  shown  in  the  bill  of  lading. 

Answer:  (1)  As  to  interstate  shipments,  the  courts  have 
held  that  notice  to  one  of  the  several  carriers  is  notice  to  all, 
under  the  Carmack  amendment,  each  being  an  agent  of  the 
other.  Overton  vs.  C.  R.  I.  &  P.  Ry.,  160  S.  W.  Ill;  Gulf,  etc., 
R.  Co.  vs.  Bogg,  178  S.  W.  577;  Olsen  vs.  R.  Co.,  250  Fed.  372. 

(2)  It  is  not  essential  that  suit  be  brought  against  the 
initial  carrier,  but  if  one  of  the  other  carriers  over  which  the 
shipment  moved  is  sued,  it  will  be  necessary  to  show  that  the 
delay  was  due  to  the  negligence  of  that  particular  carrier. 
There  are  certain  presumptions  which  aid  the  plaintiff  in  prov- 
ing this  fact,  but,  where  practicable,  it  is  better  to  bring  the, 
action  against  the  initial  carrier,  for  the  reason  that  it  is  not 
necessary  to  prove  negligence,  but  merely  delivery  in  good  con- 
dition to  that  carrier  and  receipt  in  a  damaged  condition,  the 
burden  being  upon  the  initial  carrier  to  prove  that  the  injury 
was  not  the  result  of  negligence  on  its  part  or  that  of  its  con- 
nections. 

Reconsignment  Rules — Qars  Held  in  Break-up  Yards  Subject  to 
Reconsigning  Rules 

Missouri. — Question:  Carload  of  material  was  billed  from 
St.  Louis,  }lo.,  on  a  shipper's  order  bill  of  lading  to  our  order, 
notify  customer  at  Chicago,  111.  Car  was  held  in  outer  yards 
in  Chicago  and  customer  notified.  Consignee  surrendered  origi- 
nal bill  of  lading  and  ordered  the  car  to  a  particular  track  and 
was  charged  $7  additional  switching  for  delivery,  railroad 
claiming  that  if  the  delivery  track  had  been  shown  on  the  bill 
of  lading  or  waybill  that  the  switching  charge  would  not  have 
accrued. 

It  is  our  understanding  that  customer  is  allowed  one  spot- 
ting on  a  shipper's  order  car  and  that  the  fact  the  railroad 
held  the  car  in  their  hold  yards  for  the  bill  of  lading  was  for 
their  own  protection  and  the  transportation  was  not  completed 
until  the  car  was  placed  on  a  track  designated  by  the  consignee. 

Will  you  kindly  advise  regarding  this,  both  with  regard  to 
team  track  delivery  and  private  track  delivery? 

Answer:  In  Boston  Chamber  of  Commerce  vs.  Director- 
General,  59  I.  C.  C.  73,  the  Commission,  in  discussing  the  rule, 
"Note:  A  single  change  in  the  name  of  consignee  at  destina- 
tion and  (or)  a  single  change  in  or  a  single  addition  to  the 
designation  of  his  place  of  delivery  at  destination  will  be  al- 
lowed," in  conjunction  with  section  A,  rule  2,  of  the  Uniform 
Cole  of  Demurrage  Rules,  which  reads,  "If  a  consignee  wishes 
his  car  held  at  any  break-up  yard  or  a  hold-yard  before  notifica- 
tioon  and  placement,  such  car  will  be  subject  to  demurrage,  that 
is  to  say,  the  time  held  in  the  break-up  yard  will  be  included 
within  the  forty-eight  hours  of  free  time,"  etc.,  said: 

The  contention  that  the  reconsignment  rule  conflicts  with  these 
provisions  ("Note,"  above  quoted),  is  apparently  based  on  the  fact  that 
under  the  demurrage  code  the  execution  of  orders  for  the  placement  of 
cars  detained  in  the  carriers'  yards  is  not  regarded  by  complainants 
or  by  some  carriers  as  a  reconsignment,  *  *  "  but  as  a  service 
incident  to  unloading  to  be  performed  in  accordance  with  the  "Note" 
embraced  in  Section  A.  From  the  specific  provisions  of  the  recon- 
signment rule  and  of  the  demurrage  code  as  above  quoted,  it  is  clear 
that  changing  the  destination  of  a  shipment  held  In  break-up  or  hold 
yards  to  another  point  within  the  switching  limits  is  a  reconsignment, 
and  therefore,  subject  to  the  provisions  of  both  tariffs. 

In  "Diversion  and  Reconsignment  Rules,"  61  I.  C.  C.  390,  the 
Commission  holds: 

Under  the  "Definition"  of  "Diversion  or  Reconsignment,"  as 
used  in  the  General  Uniform  Reconsigning  Tariffs,  we  find  as 
one  definition:  "Any  other  instructions  given  by  consignor, 
consignee  or  owner,  necessary  to  effect  delivery  which  requires 
a  change  in  billing  or  an  additional  movement  of  the  car."  This 
rule  is  sufficiently  broad  itself  to  include  "shipper's  order"  cars. 

Tariff  Interpretation:     Application  of  Illinois  Distance   Rates  to 
Points  in  Chicago  Switching   District 

Illinois — Question:  Tariff  256-A,  W.  J.  Kelly,  Agent,  I.  C. 
C.  1012,  section  3,  names  alternative  single  line  distance  class 
rates  applicable  to  and  from  connecting  lines'  facilities  in  Chi- 
cago district  under  switching  absorption  arrangement. 

Carriers,  in  the  application  of  these  rates  to  Chicago  switch- 
ing district  contend  for  Chicago  passenger  mileage,  while  it  is 
our  contention  that  the  rate  for  the  distance  to  the  break-up 
or  interchange  yard  should  be  used.  Take,  for  instance,  move- 
ment from  Decatur,  111.,  to  Chicago,  111.,  via  Illinois  Central 
Railroad,  passenger  mileage  to  Chicago  169.7  miles  and  the  fifth 
class  rate  is  26  cents.  The  distance  to  Fordham,  the  break-up 
yard,  is  159.6  miles  and  the  fifth  class  rate  25  cents.  We  con- 
tend that  on  connecting  line  traffic  (carloads)  to  industries  on 
Chicago  Junction  Railway,  for  example,  where  the  terminal 
switching  is  absorbed  by  the  line  haul  carrier,  the  distance  rate 


from  point  of  origin  to  the  break-up  yard  should  be  applied. 
Can  you  give  us  any  information  in  support  of  our  contention? 

Answer:  We  are  unable  to  locate  any  ruling  of  the  Com- 
mission in  connection  with  the  application  of  the  provisions  of 
Kelly's  I.  C.  C.  1012. 

According  to  our  interpretation  of  section  3  of  this  tariff, 
however,  your  position  is  not  tenable  for  the  following  reasons: 
(a)  First  paragraph  of  the  "application"  rule  providing  for  the 
use  of  section  3  containing  distance  rates  states  that  the  dis- 
tance rates  named  in  this  section  will  only  apply  for  single-line 
hauls  from  origin  points  or  to  points  of  destination  named  in 
tariff  as  amended.  There  are  two  restrictions  in  this  para- 
graph, viz.:  (1)  That  distance  rates  are  confined  to  single-line 
hauls;  (2)  that  point  of  origin  and  destination  must  be  named 
in  tariff. 

The  first  would  eliminate  points  on  connecting  lines  and 
the  latter  would  eliminate  Fordham,  as  Fordham  is  not  named 
as  a  point  of  origin  or  destination,  were  both  restrictions  not 
modified  by-  Lowrey's  Tariff  I.  C.  C.  51,  mentioned  in  second 
paragraph,  the  use  of  which  is  authorized  for  the  making  of 
rates  to  and  from  points  in  the  Chicago  switching  district,  and 
which  provides  for  the  application  of  rates  to  and  from  Chicago 
to  and  from  Fordham,  as  well  as  to  and  from  deliveries  on  the 
Chicago  Junction  Railroad.  -And,  in  determining  rates  to  and 
from  Chicago  under  this  section,  the  mileage  to  and  from  Chi- 
cago, as  named  in  Illinois  Central  I.  C.  C.  A-9042,  is  the  predicate. 
Switching — loint  Use  of  Terminals 

Ohio. — Question:  I  would  like  to  receive  reply  through 
your  columns  as  soon  as  possible  as  regards  the  law  covering 
common  carrier  refusing  to  perform  switch  service  on  cars  mov- 
ing from  tracks  of  industry  for  delivery  to  a  competitive  carrier 
where  such  movement  requires  carrier  doing  joint  switching 
to  use  a  portion  of  their  private  right-of-way  in  order  to  make 
delivery  to  the  competitive  line-haul  carrier,  such  delivery  not 
being  made  through  the  regularly  established  point  of  inter- 
change between  the  competing  carriers  but  is  made  at  a  profit  of 
interchange  agreed  upon  by  the  competing  carriers  and  ourselves 
covering  deliveries  of  all  cars  from  our  particular  company,  and 
in  the  majority  of  cases  delivery  inbound  and  outbound  is 
made  from  this  latter  point  of  interchange  by  both  competing 
lines,  but  in  connection  with  outbound  loads  off  of  one  certain 
track  in  our  plant  called  No.  1,  it  necessitates  for  movement 
outbound  the  use  of  private  tracks  of  (A)  carrier,  and  which 
carrier  performs  the  joint  switching  for  our  plant  under  ar- 
rangement agreed  to  by  and  between  the  two  carriers.  (A) 
carrier,  doing  our  joint  switching,  refuses  to  deliver  outbound 
cars  on  the  No.  1  track  to  (B)  carrier  for  line  haul  excepting 
through  the  regular  uptown  interchange  as  against  the  agreed 
interchange  opposite  our  plant  inclosure  and  on  which  inter- 
change all  other  business  is  done  between  our  plant  and  the 
two  carriers. 

Answer:  If  we  correctly  understand  the  situation,  your 
plant  is  served  by  two  lines,  both  using  the  same  tracks,  line 
(A)  owning  the  tracks  and  line  (B)  having  a  mere  trackage 
right  for  its  cars,  but  not  its  locomotives,  over  the  rails  of  line 
(A)  into  your  plant,  but  that  this  trackage  right  for  line  (B) 
cars  does  not  include  a  right-of-way  to  and  from  track  No.  1. 
For  this  reason,  line  (A),  who  has  the  exclusive  right  to  and 
from  track  No.  1,  and  who  also  does  the  switching  for  line  (B), 
on  other  tracks,  refuses  to  switch  strictly  local  line  (A)  cars 
from  track  No.  1  to  road  (B),  "agreement  interchange,"  for 
road  haul  via  line  (B),  but  insists  on  taking  such  cars  to  its 
regular  and  (in  the  absence  of  the  joint  trackage  arrangement), 
customary  point  of  interchange,  and  for  such  service  collects 
its  switching  charge.  If  it  would  switch  from  track  No.  1  to 
"agreement  interchange"  with  line  (B),  doing  this  switching 
as  if  for  road  (B)  instead  of  road  (A),  then  road  (B)  would 
be  originating  the  business  and  no  switching  charge  would  be 
made.  The  net  result  would  be  that  you  could  load  cars  on 
track  No.  1,  giving  line  (B)  the  entire  road  haul,  and  all  you 
would  need  pay  would  be  the  road-haul  rate. 

This  would  be  compelling  road  (A)  to  open  its  exclusive 
use  of  track  No.  1  to  its  competitor,  road  (B),  and,  in  addition 
to  that,  to  also  switch  the  cars  to  road  (B)  without  compensa- 
tion, since,  apparently,  the  joint  trackage  rights  between  the 
two  lines  does  not  cover  your  sidetrack  No.  1. 

When  road  (A)  switches  cars  for  road  (B),  its  engine  and 
crew  become  a  part  of  road  (B)  facilities,  in  essence,  and  as 
such  may  act  for  road  (B)  only  as  co-extensive  with  (B's  right- 
of-way  over  (A's)  rails.  The  latter  is  an  entirely  different  sit- 
uation than  that  involved  when  road  (A)  is  transacting  its  own 
business  on  track  No.  1.  We  know  of  no  way  by  which  road 
(A)  could  be  compelled  to  do  the  desired  switching  for  you 
so  as  to  avoid  a  switching  charge.  It  could  be  avoided,  of 
of  course,  by  road  (B)  constructing  its  own  connection  with 
your  track  No.  1,  and  doing  its  own  switching  or  employing 
road  (A)  to  perform  that  service  for  it.  In  fact,  it  would  be 
unlawful  to  require  line  (A)  to  perform  that  service,  unless  it 
is  operating  in  that  manner  for  other  shippers  similarly  situ- 
ated. Louisville  Board  of  Trade  vs.  L.  &  N.  Railroad  Company, 
40  I.  C.  C.  679;  I.  &  S.  W.  Railway  Company  vs.  C.  B.  &  Q. 
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POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  la  the  logical  medium  for  felting  the 
men  and  the  position*  In  touch  with  each  other.  The  rates  for 
classified  advertisement*  are  as  follows:  First  Insertion.  $1.00  per  line, 
minimum  charge  $3.00:  succeeding  Insertions,  per  line.  50c:  10  words  to 
the  line:  numbers  and  abbreviations  counted  as  words;  6  point  type: 
payable  In  advance.  Answers  to  keyed  advertisements  forwarded  free 
and  all  correspondence  held  In  strict  confidence.  THE  TRAFFIC 
WORLD.  418  South  Market  Street.  Chicago.  111. 

WANTED — Freight  Hate  and  Traffic  Man.  familiar  with  committee 
Issue  tariffs,  such  as  L*land.  Spelden.  Cottrell.  Glenn.  Davis.  Kelley. 
Gomp  and  similar,  and  their  rapid  application  to  Iron,  steel  and  ma- 
chinery In  carloads.  Business  experience  and  knowledge  of  workings 
of  transportation  acts  desirable  but  not  essential.  Address  E.  U  N. 
437.  Traffic  World.  Chicago. 

POSITION  WANTED— A  highly  luccessful  traffic  man.  broad  .-x- 
perlence.  fifteen  years'  traffic  official  big  system,  three  years  manager 
transportation  commercial  organization,  competent  to  analyse  traffic 
problems  and  practical  knowledge  of  procedure  to  secure  adjustments. 
Now  employed:  seeks  change  to  position  of  greater  opportunity  with 
either  the  carriers  or  Industrial  line.  Address  N.  W.  L.  439,  Traffic 
_ - 

POSITION  WANTED— Kate  and  Traffic  Man.  age  24.  five  years' 
railroad,  two  years'  Industrial  traffic  experience,  and  a  law  student. 
Desire*  position  traffic  managing.  Address  U  U.  8,  441.  Traffic  World. 
Chicago. 

POSITION  WANTED— Hy  young  man.  26.  In  Industrial  traffic  de- 
partment or  Chamber  of  Commerce:  four  years'  railroad  experience. 
Graduate  A.  C.  A.  and  a  law  student.  Desires  position  where  can 
understudy  a  traffic  executive.  Middle  west  preferred.  Address  B.  P., 
Traffic  World.  Chicago. 

POSITION  WANTED— Traffic  Manager.  exceptional  ability. 
Twenty  years'  experience  Industrial,  export,  railroad:  desires  connec- 
tions with  live  concern  where  results  required  and  opportunity  offers. 
Address  W.  E.  K.  433.  Traffic  World.  Chicago. 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 


i  linililii  end  Isnrlm  Ckefe  el  Ve 


B.  R.  &  P.  WAREHOUSE,  Inc. 


New  Orleans 
Industrial  Port  Sites 

The  New  Orleans  Terminal  Co.,  owned  and  operated 
by  the  Southern  Railway  System,  offers  for  sale  in- 
dustrial sites  very  advantageously  located  at 

PORT  CM  \l.\1 1  I  1 1 

New  Orleans;  fronting  on  Mississippi  River;  served 
by  both  water  and  rail  transportation;  particularly 
well   suited   for  industries  in  foreign  and  coastwise 
trade  as  well  as  domestic  all-rail  business. 
For  further  information,  write 

E.  R.  OLIVER,  Vice-President,  New  Orleans,  La. 


The  origin*!  Sea)  it  there 
to  stay  until  opened  by 
the  carrier'*  agent  or  con- 


NEW    WAY 

Use  the  1921  Model 

Edgar  Steel  Seals 

When  Shipping  C.rlo.ds  of 

Automobiles,   Flour, 
Grain,  Steel,  Everything 

Anything  where  •  part  can  be  taken  out. 

Save  the  loee. 

Prevent  the  neceaaity  of  claim*  by  elimi- 
nating the  temptation  to  cover  up  theft. 

Send  full  ahipmentl  and  know 
they  will  set  there 

The  Edgar  Steel  Seal  & 
Mfg.  Company, 


Be  a  Certified 

Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  this  new  big  pay  field  BOW  1  The  traffic  director  of  a  Detroit 
concern  earns  1 11.10*  s  year— a  Clereland  traffic  man  racelra.  124,0**. 
Of  eeaiee  svary  sssa  cannot  equal  these  brilliant  •ncceaica,  but  number- 
less traffic  posltloas  pay  frosa  12.600  to  $10.000  a  year.  Th«  work  Is 
faeclnatina-  aad  talasslbr  interesting  and  the  rewardt  are  big.  Thom- 
saads  of  saea  are  BiiJiJ  BOW.  Why  i" 
hat  pay  jsksT 


don't  yon  qualify  for  owe  of  these 


Learn  in  Spare  Time 

Ten   can   quickly    muter    the   secrets   of   traffic    management    throusk 
'      i  (tody.     The  American  Commerce 


— .  •rmple  method  of  tpare  time  i .. _ -- —     -     

elation  «U!f  of  experts  can  qualify  yon  for  a  rood  traffic  job  In  as 
amaiincly  abort  time.  Yon  don't  need  to  take  a  moment'!  time  from 
your  present  work— end  after  you  bare  qualified  we  assist  you  to  new* 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  as  send  roa  thai  free  Illustrated  book  oa  traffic  aissMiaieat  and 
traffic  *|i|ii«  Unities  Find  oat  what  we  hare  don*  for  bend  rede  ef  eme- 
isejfal  msmtiin  and  what  they  say  of  the  A.  £  A.  Lean  haw  w*  eaa 
help  ye*,  to  a  laatln*  raecess  sad  a  poeltion  ef  preetiav  aad  mwortaaee. 
Don't  delay  I  Brad  as  a  postal  today  I  Address 

AMERICAN  COMMERCE  ASSOCIATION 

DopC.  24-C  4043  Dram*!  Blvd.,  Qilca«o.   III. 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Office.,  BALTIMORE,  MD. 


New  York  Offices,  90  West  St.,  New  York 


R.  R.  BOVIN.   PneUcet,  M  WeK  Btnet.  New  Tors. 

0.  UPMAM    Flnl  VU.  Pneleest,  M  Wett  Btreel.  New  Tort. 
.  C.  THURBCR.  tewee-  Vtoe-Prawdest.  M  West  sue*.  New  Tors. 
•  10.    K.   LOWELL.    lairs   vice  Preweest   u>   ohare.  ef  Operation  sad 

M   WMC    EKrw**t,    IfwV    TOrfc. 

SJ.  B.   MERtLOFF    Treuenr.  M  Went  Btnet.  New  Tort. 
a,  W.  a.  WHITMC'Y.  tsenary.  M  WOBI  Biraot.  New  Tork. 


«•!»•••«    WIU 
IR***  Bt 


t.   A.    FALL,    rrelant   sad  TraBc   Manacer.   M  Welt    Btreet.   New  Tork. 

J.    R.    DRANKV.   Aartstanl    rrelshl   and   TraaV)    Manaser.    M    Wed    Btreel,    Hew 

Bid*.. 

General  Auditor.**  Wost  Btnet.  New  Tort. 
.  BBparlntcndeat.  Wagner.  Pelat.  Baltimore.  Md. 
THOIIA*   KEARNY.   Bisatsl   tellolter.  M  Wee)  street.   Hew  Vert. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

Co..  saemf  Ms  terminal  at  dsap  water.   Baltimore.   Md..   Is  •  a  mattloa  M  nssl«e  all   foreign  freight  aesUned   to 
'J£S.T£n-**.  «  MP..U  *  .M  fto.  U.  lada-ru.  k«ud  e^l-J^  mgg3SS&JffV*n 


reft 

J.    COOKMAN     BOYO. 

Bj 

&   A.    KELLEY.   General   a< 
J.   P.   CONNOR.   " 


.  la  las  kesiHlagof  ehlcmnu  to  aad  from  the 

tor  BUS  for  the  kmMkm  of  maasuM  of  eiety  aterrlMioa.     rirma.  indMdoali  aad 
with  Bisiasl  1.  Nathan.  M  Weal  Rtreel.  New  Tort  6iy.     Maps  sad  fall  ' 


simllabU  property   will  be  promptly  furnliJud. 


Ma  Ballned  tla  •***  at  Wsaasn  Pssat.  C.  *  C.  B.  B.  B. 
Is  OarUs  Bar.  With  the  BaHlawre  *  Ohio  Bewail  Brant 
Barks)  toeaied  on  oar  Use  hate  the  idtsslsss  ef  tat  Ba. 


.     .  to  Cnrtlf  Bay.     At  Port  Ooflncton  with  the  Western 
Branch   at  Wacnen  Point     Throash  eminemlna«  rta  then 
Baltlawce  rate. 
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Railroad,  42  I.  C.  C.  389;  K.  C.  &  M.  Railway  vs.  St.  L.-S.  P. 
Railway  Company,  46  I.  C.  C.  464.  See  section  3,  Interstate 
commerce  act,  providing:  "It  shall  not  be  construed  as  re- 
quiring any  common  carrier  to  give  the  use  of  its  tracks  or 
terminal  facilities  to  another  carrier  engaged  in  like  business." 

Liability  of  Carrier  for  Delivery  on  an  Unindorsed  Order  Bill 

of  Lading 

Missouri. — Question:  We  consigned  freight  to  a  point  in 
Texas  under  a  shipper's  order  bill  of  lading.  This  lading, 
through  error  on  our  part,  was  sent  direct  to  the  consignee 
unindorsed. 

Upon  arrival  of  freight,  consignee  indorsed  the  lading  and 
the  carrier  delivered  the  freight.  Invoice  has  not  been  paid 
and  we  have  filed  claim  against  the  carrier  for  not  observing 
the  provisions  of  the  shipper's  order  notify  bill  of  lading  wherein 
the  carrier  Is  required  to  deliver  property  only  after  the  sur- 
render of  the  original  order  bill  of  lading  properly  indorsed. 
They  have  declined  liability  on  the  ground  that  delivery  was 
made  to  the  party  to  be  notified  and  that  the  lading  was  sur- 
rendered and  that  notwithstanding  the  fact  that  the  lading  was 
anindorsed,  they  are  justified  in  waiving  the  endorsement  as 
long  as  their  representative  knew  that  the  shipment  was  being 
delivered  to  the  notified  party  on  the  landing. 

We  contend  that  our  negligence  is  immaterial  and  that  the 
carrier  is  absolutely  liable  and  that  they  have  no  authority  to 
waive  any  provision  of  the  lading.  Can  we  recover?  If  so, 
please  cite  several  cases. 

Answer:  In  Southern  Ry.  Co.  vs.  Maasee  &  Felton  Lumber 
Co.,  98  S.  E.  106,  It  is  held  that  where  an  order  notify  bill  of 
lading  required  the  surrender  of  the  original  order  bill  of  lading, 
properly  indorsed,  the  shipper's  mistake  in  sending  the  original 
bill  instead  of  the  memorandum  bill,  direct  to  the  order  notify 
party,  unindorsed,  did  not  relieve  the  carrier  from  requiring 
it  to  be  properly  indorsed  before  delivery  of  the 'shipment  to 
the  order  notify  party.  See  also  Keystone  Grape  Co.  vs.  Husted, 
122  N.  E.  269;  Voghel  vs.  N.  Y.  N.  H.,  103  N.  E.  286;  First 
National  Bank  vs.  Ore.-Wash.  R.  R.  &  Nav.  Co.,  136  Pac.  792 
(Idaho),  and  Judson  vs.  M.  &  St.  L.,  154  N.  W.  506  (Minn.). 

Reparation    on    Intrastate    Shipments    Moving    During    Guaranty 

Period 

Ohio. — Questions:  We  have  several  claims  against  carriers 
for  overcharges  on  shipments  during  July  and  August,  1920, 
on  which  it  was  necessary  for  them  to  have  reparation  claims 
filed  in  our  behalf.  These  claims  were  not  filed  until  October 
and  November,  1920,  and  March,  1921,  as  they  could  not  be  filed 
until  carriers  saw  fit  to  publish  a  rate,  in  order  that  the  repara- 
tion claim  could  be  filed. 

We  have  been  advised  by  letter  from  the  Interstate  Com- 
merce Commission  addressed  to  the  carriers  stating  that,  due 
to  the  fact  that  the  Commission  in  conference  on  March  13, 
1922,  voted  that  section  208  of  the  transportation  act  of  1920 
does  not  authorize  the  Commission  to  award  reparation  or 
consent  to  an  award  made  by  a  state  commission  on  Intrastate 
shipments  which  moved  during  the  guaranty  period  from  March 
1  until  September  1,  1920,  the  application  must  be  denied. 

Therefore,  under  the  Interstate  Commerce  ruling,  the  car- 
riers have  declined  to  honor  our  claims.  Our  contention  is 
that,  inasmuch  as  the  cars  in  question  moved  in  the  state  of 
Ohio,  and  cover  intrastate  traffic,  that  the  claims  should  have 
been  made  against  the  Public  Utilities  Commission  at  Colum- 
bus, O. 

Kindly  advise  if  we  are  to  be  at  a  loss  on  account  of  the 
above  rule,  due  to  the  fact  that  the  shipments  moved  during 
the  guaranty  period,  or  if  there  is  any  possible  chance  of  get- 
ting these  claims  adjusted,  inasmuch  as  the  carriers  admit 
that  the  rate  was  excessive  at  the  time  of  shipment,  and  also 
that  rates'  were  established  to  take  care  of  the  overcharges  in 
order  to  file  claims  for  reparation  in  our  behalf. 

Answer:  As  the  claims  cover  intrastate  shipments  moving 
during  the  guaranty  period,  and  the  Commission  has  ruled  that 
it  cannot  award  reparation  on  such  shipments,  we  know  of  no 
way  of  securing  reparation,  except  through  an  order  from  the 
state  commission,  upon  application  to  that  body. 

Damages — Measure  of 

Alabama. — Question:  Referring  to  your  answer  to  our  in- 
quiry which  was  published  In  the  February  25  Issue  of  The 
Traffic  World,  under  caption  of  "Alabama,"  regarding  prepaid 
freight  charges  on  a  shipment  lost  in  transit. 

For  fear  that  you  did  not  thoroughly  understand  our  ques- 
tion, we  will  go  into  details  a  little  more  and  endeavor  to  clearly 
set  forth  our  proposition.  That  Is,  in  this  case  we  made  a  less- 
carload  shipment  to  Jersey  City,  on  the  terms  "f.  o.  b.  Birming- 
ham, with  full  freight  allowed,"  and  in  this  instance  we  prepaid 
the  freight,  or,  In  other  words,  the  invoice  value  was  less  the 
freight.  The  carriers  contend  that  although  we  paid  te  freight 
we  are  not  entitled  to  refund  on  that  part  of  the  shipment 
which  was  lost,  as  they  are  willing  to  reimburse  us  for  the 
same  amount  we  would  have  received  had  they  delivered  the 
shipment  intact,  but  we  contend  that  had  we  not  prepaid  the 


freight  and  allowed  full  freight  on  the  invoice  we  would  not 
in  reality  have  been  out  any  money. 

We  would  like  very  much  to  have  your  opinion  on  this,  and 
if  you  could  cite  us  to  a  case  similar  or  parallel  that  has  been 
tried  in  the  courts,  we  would  appreciate  it  very  much. 

Answer:  As  we  stated  in  our  answer  on  page  454  of  the 
February  25  issue,  where  the  invoice  value  is  used  as  the  basis 
of  the  settlement  of  a  claim,  the  prepaid  freight  charges  should 
be  refunded  by  the  carrier  as  part  of  the  damages.  If  the 
destination  value  is  used,  the  freight  charges  must  be  de- 
ducted, as  the  shipper  in  that  case  receives  the  enhanced  value 
due  to  the  transportation  of  the  shipment,  but  where  the  invoice 
value  is  used  the  shipper  has  not  received  the  increased  value 
of  the  goods,  due  to  their  transportation  and  Is  entitled  to  a 
refund  of  prepaid  freight  charges. 


REVENUE  FREIGHT  LOADING 

Revenue  freight  loading  dropped  to  827,011  cars  the  week 
ended  .\pril  1,  as  against  846,035  cars  the  preceding  week,  a  de- 
crease of  19,024  cars,  according  to  the  weekly  report  of  the  car 
service  division  of  the  American  Railway  Association.  The  de- 
crease in  coal  loading  was  greater  than  the  net  decrease,  the 
loading  of  coal  having  dropped  from  204,586  in  the  week  ended 
March  25  to  184,952  cars  in  the  week  ended  April  1,  a  decrease 
of  19,634  cars. 

In  the  weeks  of  1921  and  1920  corresponding  with  that  of 
the  week  ended  April  1  the  loading  totaled  663,171  and  858,827 
cars,  respectively. 

There  were  decreases  in  loading  of  grain  and  grain  products, 
live  stock  and  forest  products  in  the  week  ended  April  1  as  com- 
pared with  the  preceding  week. 

Loading  by  districts  for  the  week  ended  April  1  and  for  the 
corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,620  and  5,621; 
live  stock,  2,542  and  2,413;  coal.  50,374  and  28,961;  coke,  2,224 
and  995;  forest  products,  4,4i9  and  5,807;  ore,  1,170  and  355; 
merchandise,  L.  C.  L.,  67,709  and  56,240;  miscellaneous,  71,591 
and  60,207;  total,  1922,  206,649;  1921,  160,599;  1920,  210,655. 

Allegheny  district:  Grain  and  grain  products,  2,077  and  1,- 
976;  live  stock,  2,620  and  2,447;  coal,  54,205  and  31,038;  coke, 
4,529  and  2,517;  forest  products,  2,592  and  2,384;  ore,  1,727  and 
1,221;  merchandise,  L.  C.  L.,  50,497  and  41,552;  miscellaneous, 
61,521  and  45,934;  total,  1922,  179,762;  1921,  129,069;  1920,  191,999. 

Pocahontas  district:  Grain  and  grain  products,  211  and  144; 
live  stock,  69  and  63;  coal,  24,907  and  12,700;  coke,  241  and  171; 
forest  products,  1,316  and  1,300;  ore,  30  and  36;  merchandise, 
L.  C.  L.,  6,082  and  4,929;  miscellaneous,  4,356  and  3,123;  total, 
1922,  37,412;  1921,  22,466;  1920,  30,944. 

Southern  district:  Grain  and  grain  products,  3,150  and  3,003; 
live  stock,  2,156  and  1,693;  coal,  23,602  and  14,988;  coke,  541  and 
485;  forest  products,  18,396  and  13,141;  ore,  685  and  768;  mer- 
chandise, L.  C.  L.,  39,336  and  35,074;  miscellaneous,  44,674  and 
40,806;  total,  1922,  132,540;  1921,  109,958;  1920,  130,993. 

Northwestern  district:  Grain  and  grain  products,  8,841  and 
8,066;  live  stock,  7,054  and  6,535;  coal,  7,539  and  4,226;  coke, 
1,255  and  566;  forest  products,  16,588  and  13,465;  ore,  586  and 
616;  merchandise,  L.  C.  L.,  28,389  and  27,070;  miscellaneous,  31,- 
104  and  23,940;  total,  1922,  101,356;  1921,  84,484;  1920,  110,871. 

Central  Western  district:  Grain  and  grain  products,  9,746 
and  9,777;  live  stock,  9,300  and  8,557;  coal,  19,591  and  11,655; 
coke,  1,660  and  1,584;  forest  products,  3,749  and  3,477;  ore,  962 
and  1,830;  merchandise,  L.  C.  L.,  32,827  and  31,135;  miscellaneous, 
34,684  and  31,812;  total,  1922,  112,519;  1921,  99,827;  1920,  119,837. 

Southwestern  district:  Grain  and  grain  products,  4,389  and 
4,571;  live  stock,  2,194  and  1,963;  coal,  4,734  and  3,602;  coke,  202 
and  130;  forest  products,  6,956  and  6,230;  ore,  651  and  478;  mer- 
chandise, L.  C.  L.,  16,197  and  16,682;  miscellaneous,  21,644  and 
23,112;  total,  1922,  56,967;  1921,  56,768;  1920,  63,608. 

Total,  all  roads:  Grain  and  grain  products,  35,034  and  33,158; 
live  stock,  25,935  and  23,671;  coal,  184,952  and  107,170;  coke,  10,- 
652  and  6,448;  forest  products,  54,016  and  45,804;  ore,  5,811  and 
5,304;  merchandise,  L.  C.  L.,  241,037  and  212,682;  miscellaneous, 
269,574  and  228,934;  total,  1922,  827,011;  1921,  663,171;  1920, 
S58.827. 


EARNINGS  IN  EXCESS  OF  SIX  PER  CENT 

Tht   Traffic   World    Washington  Burtatt 

The  Commission  probably  will  issue  a  statement  shortly 
showing  the  roads  which  reported  net  earnings  in  excess  of  6 
per  cent  in  the  last  four  months  of  1920.  Officials  of  the  Com- 
mission decline  to  give  the  names  of  any  of  the  roads  which 
have  reported  to  date  earnings  in  excess  of  6  per  cent,  saying 
that  a  statement  will  be  issued  when  the  reports  are  in  from 
all  the  roads.  Reports  are  received  every  day  by  the  Commis- 
sion. They  should  have  been  filed  by  April  1  hut  evidently  the 
Commission  will  take  no  action  because  of  the  delay.  The  list 
of  roads  which  reported  earnings  in  excess  of  6  per  cent  will 
be  very  short,  from  present  indications. 
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MUSKOGEE,  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


SAVANNAH,      GEORGIA 

Storage— Pool  Cars  Our  Specialty 

H.  H.  BRADLEY  &  CO. 


Personal  Service 


Quick  Despatch 


WACO,  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

On*  Block  on  Mary  at  13th  Street 


f 

Practice  Makes  Perfect 

It  is  axiomatic  that  the  experienced  servant  is  the 
best  qualified  one. 

Thirty-eight  years  as  foreign  freight  forwarders 
enables  us  to  say  "We  can  serve  you  efficiently  and 
well." 

Our  booklet  "What  We  Do  and  How  We  Do  It" 
is  yours  for  the  asking,  without  obligation. 
Established  1884 

D.  C.  ANDREWS  &  CO.,  Inc. 

27-29  Water  Street,  New  York 

Bo«ton  Office  Philadelphia  Office 

44  Broad  StrMt  788  Dre«el  Buildirtf 


REGULAR  SCRVICXS 
FREIGHT  and  PASSENGER 


NW  TOME 
BALTIMORE 

Bat  mraMMm 

MONTREAL                      PHILADELPHIA 
BOSTON                             PORTLAND,  ML 

BBBBBB! 

OUEENSTOWW 
PLYMOUTH 

ANTWERP 
HAMBURG 

BRISTOL 
GLASGOW 

LONDON 

MEDITERRANEAN 

HAVRE 

LONDONDERRY 

LIVERPOOL 

ROTTERDAM 

CHERBOURG 

SOUTHAMPTON 

DANZIG 

LEVANT 

/„,,„, 

1  and  t*r~rt  frtlgHl  lUfmmrtti  t» 

NritiJ 

COMPANY 

••  OmCES.  <  ••»«  BalKlBS. 

C  Hit  AGO 

S.  W.  COT.  Daartji 

m  aarf  Randolph  Sta.                Talaph 

«MCaa>lralMM 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

10W  South  C«n«l   atrMt,  n»ar  Tiylor  Miwtt 

T»imina   ef  Every  Daacrlptlon — City  Delivery  tsrylM  an<  Oarktt« 
Distributors 


INDIANAPOLIS,  INDT 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  switching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

'Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirement*. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

E»tabli.hed  in  1868 

General  Transfer  and   Storage  Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  C*r~ 
loads  for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


HOUSTON,  TEXAS 

Biny  on-O'Keefe  Fireproof  Stg.  Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

9M,M»  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
IT.  WORTH  AND  GALVESTON 


BROOKLYN 


•PERSONAL  SERVICE" 


NEW  YORK 


MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

!/•  NORTH  PIER  STREET,  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 
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EXTENSION  OF  GRAIN  DECISION 

Neither  shippers  nor  carriers  seem  satisfied  with  the  way 
the  Commission  divided  the  state  of  Illinois  for  the  purpose  of 
applying  the  reductions  on  grain  and  grain  products  in  the 
western  grain  rate  case.  The  Illinois  commission,  in  behalf  of 
the  former,  applied  to  the  Commission  for  a  reopening  of  No. 
12929,  so  that  evidence  might  be  produced  to  show  why  the 
whole  state  should  be  included  in  that  order.  The  carriers  an- 
swered by  filing  an  application  for  a  reopening  so  that  they 
could  show  that  the  whole  of  Illinois  territory,  including  that 
part  of  southeastern  Wisconsin  generally  considered  as  part 
of  it,  ought  to  be  eliminated  from  the  order.  The  case  was 
thereupon  reopened  by  the  Commission,  as  also  was  No.  11703, 
the  Illinois  intrastate  case,  for  the  purpose  of  considering  the 
two  requests,  and  hearing  was  held  before  Examiner  Barclay,  in 
Chicago,  April  10. 

The  boundary  of  the  territory  wherein  the  reductions  pre- 
scribed in  No.  12929  applied  was  along  the  Illinois  River,  east- 
ward from  the  Mississippi  and  thence  along  the  line  of  the 
Santa  Fe  to  Chicago.  North  and  west  of  that  line  the  Illinois 
shippers  had  the  benefit  of  the  22%  per  cent  reduction  on 
coarse  grain  and  the  16  per  cent  reduction  on  wheat  therein 
prescribed,  while  south  of  the  line  only  the  10  per  cent  volun- 
tary reduction  made  by  the  carriers  effective  the  first  of  the 
year  applied.  H.  M.  Slater,  rate  specialist  for  the  Illinois  com- 
mission, pointed  out  that  to  do  what  the  carriers  asked  would 
mean  an  increase  in  the  rates  paid  by  shippers  in  the  northern 
part  of  Illinois,  to  the  extent  that  the  10  per  cent  reduction 
was  less  than  those  resulting  from  the  western  grain  order.  He 
also  called  attention  to  the  fact  that  the  10  per  cent  voluntary 
reduction  would  expire  within  two  months.  In  reply  to  that, 
railroad  attorneys  suggested  that  it  would  be  impossible  for 
the  carriers  to  do  anything  but  continue  it  in  force.  "We  cer- 
tainly do  not  expect  to  raise  the  gain  rates  on  the  first  of  June," 
they  said. 

W.  C.  Maxwell,  vice-president  in  charge  of  traffic  of  the 
Wabash,  outlined  the  case  for  the  carriers.  In  opposing  the 
request  of  the  Illinois  commission,  he  said  that  the  carriers  in 
southern  Illinois 'were  in  a  worse  financial  condition,  as  a  whole, 
than  those  elsewhere  in  the  country,  and  he  said  the  extension 
of  the  western  grain  rate  reductions  to  that  part  of  the  state 
would  take  away  revenue  that  could  not  be  recouped,  especially 
at  the  present  time,  when  coal,  which  is  the  major  item  of 
traffic  for  those  roads,  was  not  moving  at  all. 

He  said  the  Commission,  by  its  supplemental  order  in  Ex 
Parte  74,  in  which  the  whole  of  Illinois  territory  was  included 
in  the  40  per  cent  advance  group,  was  an  acknowledgment  by 
that  body  that  Illinois  was  properly  eastern  territory.  Grain, 
rates  in  Illinois,  moreover,  he  contended,  were,  and  always  had 
been,  related  to  eastern  grain  rates  and  not  to  those  in  the 
West.  He  introduced  an  exhibit,  containing  over  60  pages, 
which  he  said  showed  reductions  in  rates  made  by  the  Illinois 
Freight  Association  between  May  1  and  November  30,  1921. 
Those  made  since  that  date,  he  said,  numbered  nearly  half  as 
many  more  and  would  be  furnished  if  the  shippers  or  the  Com- 
mission wanted  them.  In  conclusion,  he  said: 

There  Is  no  necessity  for  reductions  in  Illinois  rates  from  an 
economic  standpoint,  and  none  on,  the  theory  that  the  rates  are  un- 
reasonable per  se.  Therefore,  In  behalf  of  the  carriers,  I  strongly 
urge  that  the  Commission  stand  by  its  supplementary  order  In  Ex 
Parte  74,  which  ended  a  controversy  extending  over  more  than  20 
years,  and  grant  the  petition  of  the  carriers,  that  the  boundary  line 
In  the  western  grain  case  be  amended  to  the  line  set  down  in  the 
supplemental  order.  The  reductions  in  that  case,  and  the  10  per  cent 
voluntary  reduction,  were  put  in  to  help  the  farmer  for  an  experi- 
mental period,  but  the  change  In  the  prices  of  grain  has  almost  cor- 
rected the  situation,  and  I  feel  certain  that  the  carriers  will  desire  to 
raise  the  question  of  restoration  of  the  old  relationship  between  wheat 
and  coarse  grain.  In  other  words,  the  rates  from  a  transportation 
standpoint  on  both  wheat  and  coarse  grain  should  be  the  same. 

Representatives  of  farmers'  grain  dealing  associations  in 
Illinois  and  Indiana,  and  of  the  national  organization  of  these 
associations,  testified  on  the  second  day  of  the  hearing  and, 
generally,  took  the  position  that  whatever  adjustment  the  Com- 
mission might  order  in  answer  to  the  petitions  of  the  Illinois 
commission  and  the  carriers,  ought  to  be  made  by  reducing 
rates.  In  effect,  this  meant  that  they  favored  the  petition  of 
the  state  commission  that  the  boundary  of  the  territory  affected 
by  the  western  grain  decision  be  moved  eastward  to  the  Illinois- 
Indiana  state  line.  It  was  contended,  in  justification'  of  that 
proposal,  that  the  state  line  was  the  natural  boundary  line  for 
grain  shipments,  most  of  that  west  thereof  going  to  Chicago 
and  that  east  thereof  to  Cincinnati,  Indianapolis,  Toledo  and 
other  eastern  markets. 

An  extensive  study  of  the  costs  of  growing  grain  in  Illinois 
was  introduced  by  W.  J.  Roth,  assistant  in  farm  organization 
management,  University  of  Illinois,  with  the  evident  intent  to 
show  that  that  cost  was  so  much  higher  than  the  cost  in  the 
western  states  that  the  advantage  of  nearer  location  to  markets 
was  more  than  offset,  and  that  the  Illinois  farmer  ought,  there- 
fore, to  have  at  least  as  low  a  basis  of  rates  as  the  farmer 
located  west  of  the  Mississippi.  His  figures  showed  that  it 
cost  the  farmer  in  northern  Illinois  from  67  to  96  cents  a  bushel 


to  raise  wheat,  while  the  cost  to  the  farmer  in  the  extreme 
south  ranged  between  $1.79  and  |15.53  a  bushel.  The  latter  fig- 
ures, according  to  questions  asked  on  cross-examination,  caused 
opposing  attorneys  to  believe  the  compilations  were  not  rep- 
resentative. 

L.  H.  Strasser,  attorney  for  the  Wabash,  questioned  the 
witness  at  some  length  as  to  the  cost  of  gathering  the  figures 
introduced.  The  instructor  said  that  it  cost  the  taxpayers  of 
Illinois,  of  which  the  Wabash  was  one,  between  $400  and  $500 
a  year  for  each  farm  studied. 

Charles  Rippin,  traffic  commissioner  of  the  Merchants'  Ex- 
change of  St.  Louis,  asked  that  something  be  done  to  relieve 
the  situation  at  St.  Louis  and  East  St.  Louis.  He  said  that  to 
the  latter  point  the  rates  from  central  and  southern  Illinois 
were  now  higher  than  the  interstate  rates,  and  that  his  ex- 
change had  warned  its  members  to  ship  all  goods  to  St.  Louis 
so  as  to  get  the  benefit  of  the  lower  rate. 

B.  J.  Drummond,  of  the  Cincinnati  Hay  and  Grain  Ex- 
change, asked  the  Commission,  in  any  adjustment  it  decided 
to  make,  not  to  ignore  the  relationship  existing  between  the 
various  Ohio  River  crossings,  which  enabled  them  to  ship  into 
the  Southeast  on  transit  arrangements  at  the  same  through 
rate  level. 

Railroad  traffic  men  in  the  East,  generally,  look  with  dis- 
favor on  the  proposal  to  extend  the  grain  reductions  prescribed 
by  the  Commission  in  the  western  grain  rate  case  to  the  Illinois- 
Indiana  line,  according  to  F.  E.  Webster,  assistant  general 
freight  agent  for  the  Chicago  &  Eastern  Illinois,  because  to 
make  these  reductions  would  disrupt  relationships  in  such  way 
as  to  cause  the  recasting  of  the  entire  rate  structure  on  grain 
all  the  way  to  the  Atlantic  seaboard.  This,  the  witness  said, 
would  be  particularly  disastrous  because  the  reductions  ordered 
in  the  grain  case  produced  a  different  level  of  rates  on  wheat 
and  coarse  grains,  something  which  had  never  existed  in 
C.  F.  A.  and  Eastern  Trunk  Line  territory,  but  that  would  have 
to  be  put  in  in  case  these  reductions  were  extended. 

Proponents  of  the  move  to  extend  the  reductions  claimed 
the  only  difficulties  the  carriers  would  encounter  would  be 
minor  adjustments  necessary  to  clear  fourth  section  violations, 
but  Mr.  Webster  insisted  that  the  rates  to  the  Ohio  River  cross- 
ings were  governed  by  the  rate  to  Cairo,  and  that,  similarly, 
the  rates  to  Indianapolis,  Toledo  and  to  the  Pittsburgh-Buffalo 
line  were  interwoven  with  those  to  the  Indiana  and  Ohio  mar- 
kets. 

Carl  Jackson,  for  the  Wisconsin  commission,  asked  the 
Commission  to  do  nothing  that  would  result  in  an  increase  in 
the  grain  rates  intrastate  in  Wisconsin.  Since  Illinois  Rate 
Committee  territory  extended  into  southwestern  Wisconsin,  he 
pointed  out,  some  such  increases  would  result  if  the  boundary 
were  changed  to  exclude  all  of  that  territory,  as  requested  by 
the  carriers. 

J.  S.  Brown,  transportation  commissioner  for  the  Chicago 
Board  of  Trade,  took  the  stand,  April  13,  to  ask  that  any  reduc- 
tion in  the  grain  rates  in  Illinois  that  might  result  from  the  ex- 
tension of  the  territory  covered  by  the  western  grain  decision 
to  cover  the  whole  of  that  state,  be  made  applicable  on  the  rail 
specifics  and  lake  proportionals  applying  on  grain  destined  to 
eastern  points  via  Chicago.  That,  he  admitted,  would  make  a 
reduction  in  the  through  rate  to  the  eastern  markets  via  all 
routes,  because  the  routes  not  traversing  the  Chicago  switching 
district  would  undoubtedly  meet  any  reduction  the  lines  so  do- 
ing might  make. 

The  Illinois  Agricultural  Association  introduced  a  number  of 
witnesses  who  testified  regarding  the  cost  of  producing  grain  in 
Illinois.  These  witnesses  also  said  that  general  agricultural 
conditions  in  that  state  were  more  comparable  to  those  in  the 
states  west  of  the  Mississippi  than  to  those  in  C.  F.  A.  territory, 
and  that,  so  far  as  the  western  grain  reduction  was  concerned, 
it  ought  to  be  grouped  with  the  western  states. 

A  proposal  made  by  representatives  of  the  Illinois  commis- 
sion, in  which  J.  N.  Davis,  who  handled  the  case  for  the  car- 
riers, joined,  that  a  committee  made  up  of  representatives  of 
the  interested  factions  draw  up  and  agree  upon  a  list  of  the 
rates  as  at  present  in  effect  in  that  part  of  Illinois  not  included 
in  the  order,  those  which  would  result  by  the  adoption  of  the 
proposal  of  the  state  commission,  and  the  extent  to  which  the 
reductions  would  have  to  be  extended  into  Indiana  in  order  to 
clear  fourth  section  violations,  was  accepted  by  the  Examiner, 
who  ordered  it  submitted  within  ten  days.  This  agreement,  it 
was  admitted,  saved  an  extra  day  of  hearing. 


LOCOMOTIVE    EQUIPMENT   CONDITION 

In  a  summary  of  semi-monthly  locomotive  equipment  con- 
dition the  car  service  division  of  the  American  Railway  Asso- 
ciation shows  that  as  of  March  15  there  were  64,645  locomo- 
tives on  line;  47,980  serviceable;  5,216  stored;  13,461  requiring 
repairs  taking  over  24  hours;  3,191  requiring  repairs  taking 
less  than  24  hours.  The  per  cent  of  locomotives  out  of  service 
for  repairs  requiring  over  24  hours  was  20.8;  less  than  24  hours, 
4.9  per  cent.  Of  the  13,461  locomotives  in  need  of  repairs  re- 
quiring more  than  24  hours,  3,083  were  passenger,  7,950  were 
freight,  and  2,428  were  switch  engines. 
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(Edition  printed  from  type  and  very  limited) 

The 

Atlantic  Port  Differentials 

The  Important  and  Official  Documents  pertaining  to  the 

Adjustment  of  Freight  Rates 

Between 
The  West  and  the  North  Atlantic  Ports,  1877-1917 

With  Full  and  Complete  Index  by 
JOHN  B.  DAISH.  A.  B.  L.,  L.  M. 
J**Mi**r  ofUu  Dirfnrf  ^fCalumHf  3»; 

t  _   .»  •/ •"  P.»^»«»Js^»«i  *  -*— -J— J-    *' I 'mm**    **   ^b 

^•BMr  tf      jrPOCMetrv  M  JHaWwHa*  C  WwlawJlTi'  (,•*••,      aw. 

Octavo,  XIV,  524  pages,  price  $10.00  (delivery  extra) 

'-"fiW.  H.  LOWDERMILK  &  CO.,  SSISlfi'c. 


THREE  STAR  LINE 

(SO.  lt»  Aflrfeeun  Rtunis) 

REGULAR  FREIGHT  SERVICE 

BETWEEN 

NEW  YORK  and  PHILADELPHIA 

AND 

MARSEILLES,     SPAIN,     GENOA,     NORTH  AFRICA 

Through   BUU  of  Ladlnf  for  all  portj  of  Spain.  Morocco.  Al«cria. 
TunMa.  Cette.  Nice  and  Near  EMC. 

GwMeal  Oa«c_.  a  BrMf.  Str^t.  N«w  York 
Chkaco  Airnt  :  M.  K.  Kkwaisarl.  Ut  So.  dark  Street 


Uae. 


-|"tTij 


EXPORTERS 

Why  should  you  permit  European  competitors 
to  flood,  with  their  products,  the  market  of 
MEXICO,  when  you  have  the  goods  and  need 
the  business? 

We  have  an  intimate  contact  with  the  buyers 
of  Mexico.  Perhaps  we  can  assist  you  in  creat- 
ing an  interest  in  your  products. 

CAMPHUIS  &  CO,  Inc. 

FORWARDING    AGENTS 

LAREDO.  TEXAS 

Largest  and  most  efficient  forwarders  on  the 
Mexican  Border 


OFFICBat 

Laredo.   Texas;    El   Paso.  Texas;    Eagle    Pan,  Texas 
Mexico  City  Monterey,  N.  L.,  Mexico 

Transportation  costs  greatly 
reduced  through  use  of  our 

PACKAGE  CARS 

Now  moving  via  National  Lines, 
"Insured  for  Preferred  Service" 

Write  for  full  particulars  and  request  a  copy  of  our 
Shipping   Instruction* 


Merchants'  Warehouse  &  Distributing  Co. 


"In  the  Heart  of  The 
Central  Manufacturing 
Diitrict  of  Chicago" 


36th  and  Iron  Sts. 
Chicago,  111. 


A  Better  Warehousing  Service 

The  Merchant*'  Warehouse  a  Distributing  Co.  often  the  (Hipper  a 
more  co-operative  and  efficient  service  in  the  receiving,  warehousing 
and  shipping  of  merchandise.  The  men  directing  this  organization, 
through  their  rears  of  experience,  know  your  problems  and  our 
aim  is  to  assist  you  In  the  greatest  possible  manner. 

Chicago  Junction  Railroad  enters  our  building  and  connect*  with 
all  railroads  entering  Chicago.  Connection  at  our  plant  is  made 
with  Package  Car  System  operated  to  all  important  cities.  We 
an  located  on  South  Branch  of  Chicago  River.  Chicago  Steamship 
Lines  and  Merchants'  Lighterage  Co.  serve  our  dock,  which  accommo- 
dates largest  lake  vsassls. 

Maximum  protection  against  Ore  is  given  all  good*  stored  In  our 
modern  building.  A  very  low  rate  of  insurance  Is  In  force  due  to 
oar  excellent  sprinkler  system  and  proximity  to  river.  On  request. 
goods  will  be  Insured  automatically  upon  receipt  and  canceled  auto- 
matically when  shipped. 

Investigate.  Write,  wire  or  phone  for  full  particulars.  We  Invite 
your  personal  inspection  of  our  unsurpassed  facilities  for  giving  100 
par  cent  service. 

MERCHANTS'  WAREHOUSE  &  DISTRIBUTING  CO. 


3«th  and   Iran  Streets 


Phone  Lafayette  TIM 


Chicago.  111. 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfport  r  Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

Hamburg  and  Bremen 

W,  Solicit  General  Cargo 

LIVERPOOL  and  MANCHESTER 
A-l  STEAMER,  Sailing  from  Mobile  April  29th 

LIVERPOOL  and  CARDIFF 
COAHOMA  COUNTY,  Sailing  from  Ptntacola 

about  April  12th 

LIVERPOOL  and  BELFAST 
EASTERN  SUN  or  Sub.,  Sailing  from  Mobile  May  15th 

LIVERPOOL  and  GREENOCK 
MAIDEN  CREEK  or  Sub.,  Sailing  from  Mobile  May  30th 

LONDON  and  HULL 
KFFIvrHAM    I  Sailing  from  Mobile  April  12th 

1    {  Sailing  from  Peniacola T  April  15th 

LONDON  and  PORTSMOUTH 
WILDWOOD  or  Sub.,  Sailing  from  Mobile  about  April  25th 

LONDON  and  NEWCASTLE-ON-TYNE 
AFOUNDRIA  or  Sub.,  Sailing  from  Mobile  about  May  28th 

BREMEN  and  FALMOUTH 
CLAVARACK  or  Sub.,  Sailing  from  Mobile  May  30th 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  5eroioe  Backed  by  It  Year*'  fjtporiene*) 
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Personal  Notes 


a  discussion  on   the  question  of  fourth  section   relief  for  the 
carriers  on  the  Pacific  coast. 


Walter  Rodine  has  been  appointed  traveling  passenger  agent 
for  the  Northern  Pacific,  at  Cleveland,  succeeding  Hugh  Mc- 
Kelligott,  who  resigned. 

C.  S.  Bather,  formerly  traffic  manager  for  the  National 
Furniture  Manufacturers'  Association,  has  been  appointed  head 
of  the  traffic  department  of  the  Evansville,  Ind.,  Chamber  of 
Commerce. 

T.  L.  Darneal  has  been  appointed  district  freight  and  pas- 
senger agent  for  the  Missouri,  Kansas  &  Texas  Lines,  at 
Denver. 

T.  W.  Proctor  has  been  appointed  general  freight  agent  for 
the  C.  M.  &  St.  P.,  at  Chicago,  in  charge  of  solicitation,  and 
E.  B.  Finegan  has  been  appointed  general  freight  agent  for  the 
same  road,  at  Chicago,  in  charge  of  tariffs,  rates,  divisions,  etc. 

Commissioner  Edward  C.  Plummer  of  the  Shipping  Board 
will  speak  at  the  convention  of  the  National  Association  of 
Manufacturers,  at  the  Waldorf-Astoria,  New  York,  May  8. 

J.  R.  Holcomb  has  been  appointed  Pacific  Coast  agent  for 
the  Toledo,  St.  Louis  &  Western,  at  Los  Angeles,  vice  W.  H. 
Andrews,  who  resigned. 

The  Central  of  Georgia  has  announced  the  appointment  of 
J.  O.  Harrington  as  traveling  freight  agent,  at  Chattanooga, 
Tenn.  Mr.  Harrington  is  succeeded  as  contracting  freight  agent 
at  Chattanooga  by  W.  E.  Kennebrew. 

The  Black  Diamond  Steamship  Corporation  has  opened 
offices  in  Philadelphia  •  under  the  management  of  George  M. 
Ball,  Jr. 

J.  H.  Barrett  has  been  appointed  traffic  manager  for  the 
Southeastern  Express  Company,  succeeding  G.  H.  Kerr,  who 
resigned.  Mr.  Barrett  is  succeeded  as  assistant  traffic  manager 
by  O.  C.  Brobaugh. 

C.  E.  Carner  has  been  appointed  traffic  manager  of  the 
Pacific  Fruit  Express  Company,  at  San  Francisco. 

E.  A.  Shepherd,  former  general  comptroller  of  the  U.  S. 
Shipping  Board  Emergency  Fleet  Corporation,  has  been  as- 
signed to  represent  the  finance  department  in  charge  of  audits 
of  accounts  of  operators  of  Shipping  Board  vessels. 

Richard  T.  Eddy,  for  nearly  ten  years  an  attorney  and  exam- 
iner for  the  Commission,  has  resigned  to  accept  a  similar  posi- 
tion with  the  railroad  commission  of  California.  Mr.  Eddy 
entered  the  service  of  the  Commission  in  August,  1908,  having 
been  appointed  from  Los  Angeles,  and  was  assigned  to  the  office 
of  Commissioner  Harlan,  where  he  remained  until  December  31, 
1918,  except  during  a  portion  of  1918,  when  he  served  as  captain 
in  the  army  transport  service  at  Hoboken,  N.  J.  November 
5,  1912,  he  was  made  attorney  and  special  examiner  for  the 
Commission,  and  since  January  1,  1919,  has  been  attached  to 
the  office  of  the  chief  examiner  as  senior  examiner.  This  will 
be  the  first  instance  of  a  member  of  the  federal  Commission's 
examiner  staff  resigning  to  accept  service  with  a  state  com- 
mission. Wylie  M.  Barrlow,  the  technical  man  for  the  Louisiana 
commission  for  many  years  and  then  its  legal  adviser,  was 
one  of  the  Commission's  early  stenographic  clerks,  but  he  did 
not  take  up  the  law  end  of  traffic  regulation  until  he  had  re- 
turned to  Louisiana. 

Although  official  announcement  of  the  retirement  of  Director 
W.  A.  Colston  of  the  I.  C.  C.  Bureau  of  Finance  has  not  been 
made,  and  the  name  of  his  successor  has  not  been  officially  an- 
nounced, it  was  learned  this  week  that  the  new  Director  will 
be  Charles  D.  Mahaffie,  of  the  legal  department  of  the  Railroad 
Administration.  His  appointment  is  effective  May  1.  From  1916 
until  July  1,  1921,  Mr.  Mahaffle  was  solicitor  for  the  Interior  De- 
partment. On  the  latter  date  he  went  with  the  Railroad  Admin- 
istration. Prior  to  1916  he  practiced  law  In  Portland,  Ore.  He 
Is  37  years  old. 

R.  E.  Lund  has  been  appointed  acting  freight  claim  agent 
for  the  Lake  Erie  &  Western,  at  Indianapolis,  replacing  G.  E. 
Harley,  who  has  been  granted  a  leave  of  absence. 


DOINGS   OF  THE  TRAFFIC  CLUBS 

More  than  200  members  attended  the  monthly  meeting  of 
the  Traffic  and  Transportation  Association  of  Pittsburgh,  held 
at  the  Hotel  Fort  Pitt,  April  7.  A.  E.  Crockett,  manager  of  the 
bureau  of  inspection,  Jones  &  Laughlin  Steel  Company,  spoke  on 
"Paths  of  Progress."  The  club  has  now  600  members  and  an 
effort  will  be  made  to  add  another  200  before  the  "Booster 
Day  Dinner,"  which  will  be  held  May  11. 


Max  Thelen,  attorney,  spoke  on  "The  Public  Budget  System" 
before  a  meeting  of  the  Pacific  Traffic  Association  in  San  Fran- 
cisco, April  4.  W.  B.  Roberts,  assistant  traffic  manager  for  the 
Standard  Oil  Company,  spoke  on  "Transportation  Problems  as 
a  Shipper  Sees  Them."  Following  the  formal  addresses,  H.  C. 
Hallmark,  general  freight  agent  for  the  Southern  Pacific,  led 


William  Windsor,  LL.B.,  Ph.D.,  Pittsburgh,  spoke  on  "Tem- 
peramental Psychology"  at  a  luncheon  of  the  Traffic  Club  of 
Chicago,  held  at  the  Hotel  La  Salle,  April  11. 


Henry  A.  Palmer,  editor  of  The  Traffic  World,  and  George 
A.  Blair,  traffic  manager,  Wilson  &  Co.,  will  speak  at  a  meet- 
ing of  the  Kansas  City  Traffic  Club,  April  24. 

Freight  claim  agents  from  38  railroads  were  present  at  the 
"Freight  Claim  Night"  of  the  Traffic  Club  of  New  York  March 
28,  at  the  Waldorf-Astoria  Hotel.  W.  C.  Fitch,  freight  claim 
agent  for  the  Southern  Pacific,  made  an  address.  On  the  pre- 
ceding day  the  claim  agents  made  an  inspection  tour  of  the 
rail  terminals  in  and  around  New  York  and  Brooklyn. 

E.  L.  Gaddess,  examiner  for  the  Interstate  Commerce  Com- 
mission, spoke  of  the  early  days  in  the  formation  of  the  Com- 
mission, before  the  Atlanta  Traffic  Club  of  Atlanta,  at  the  Hotel 
Ansley,  April  7.  J.  A.  Streyer,  traffic  manager  for  the  Short 
Line  Association,  also  spoke. 


The  plans  for  the  organization  of  a  National  Association 
of  Traffic  Clubs  were  explained  to  the  members  of  the  Cin- 
cinnati Traffic  Club,  at  a  meeting,  April  11,  by  S.  S.  Butler, 
freight  traffic  manager  for  the  Frisco  Lines,  a  member  of  the 
organization  committee.  The  club  decided  to  join  in  the  move- 
ment and  will  select  delegates  later.  George  M.  Barnard,  in- 
dustrial commissioner  of  Indiana,  spoke  on  the  Esch-Cummins 
law. 


Claims  for  loss  and  damage  are,  as  a  rule,  the  result  of 
transportation  defects,  said  C.  M.  MacDonald,  freight  claim 
agent  for  the  Boston  &  Maine,  in  a  speech  before  the  Lowell 
Mass.,  Traffic  Club,  April  7,  and  it  is  the  duty  of  the  freight 
claim  agent  to  note  the  deficiencies  in  service  causing  claims 
and  to  take  such  action  as  may  be  necessary  to  improve  the 
efficiency  of  handling  freight.  "Prevention  work,"  he  said,  "is 
the  most  vital  factor  in  claim  work  today."  Prevention  of 
claims  by  the  elimination  of  defects  in  service  can  best  be 
carried  out  by  the  education  of  railroad  employes  and  the  build- 
ing up  of  enthusiasm  in  the  employes  so  that  they  will  properly 
perform  their  duties.  The  last,  the  speaker  said,  might  well  be 
considered  a  question  of  the  personal  loyalty  of  the  employe  to 
the  interests  of  the  railroad.  On  the  side  of  the  shipper,  the 
greatest  cause  of  claims  is  the  use  of  improper  containers. 
Mr.  MacDonald  said  he  thought  "containers  now  in  use,  to  a 
great  extent,  were  absolutely  unfit  in  which  to  ship  freight." 
Touching  on  the  duties  of  freight  claim  agents,  the  speaker 
said:  "The  present-day  railroad  claim  man's  value  to  his  com- 
pany is  not  measured  by  the  amount  saved  through  a  per- 
sistent refusal  to  pay  claims,  regardless  of  their  merit,  but 
rather  by  his  ability  to  attract  friends  to  his  road  by  due  con- 
sideration for  the  other  fellow's  just  rights,  as  reflected  by 
the  fairness  of  the  adjustments  which  he  negotiates  with  the 
patrons  of  his  road  who  are  under  the  necessity  of  presenting 
claims." 

The  meeting  to  organize  the  proposed  National  Association 
of  Traffic  Clubs  will  be  held  in  the  rooms  of  the  Traffic  Club 
of  Chicago  at  the  Hotel  La  Salle,  Chicago,  May  15,  16,  and  17 
The  first  day  will  be  given  over  to  a  meeting  of  the  executive 
committee,  where  organization  plans  to  be  laid  before  the  meet- 
ing of  delegates  on  the  following  day  will  be  worked  out. 
Whether  or  not  it  will  be  necessary  to  hold  sessions  on  the 
third  day  will  be  decided  later.  Present  indications  are  that 
over  60  national  committeemen,  representing  30  traffic  clubs, 
will  be  present.  The  Cincinnati  Traffic  Club  and  the  Memphis 
Traffic  Club  have  signified  their  intention  to  send  delegates  but 
have  not  as  yet  selected  them.  The  Traffic  Club  of  Atlanta 
will  send  G.  E.  Boulineau,  general  freight  agent,  Georgia  Rail- 
road, president  of  the  club,  and  another  delegate  to  be  named 
later.  A  meeting  of  the  organization  committee  has  been  called 
by  Henry  A.  Palmer,  chairman,  to  take  place  in  Pittsburgh, 
April  20. 


George  T.  Simpson,  attorney,  will  preside  at  a  meeting  of 
the  Traffic  Club  of  Minneapolis,  April  20,  at  which  a  discussion 
of  the  McCaull-Dinsmore  case  will  take  place.  The  following 
will  take  part:  A.  L.  Janes,  assistant  general  counsel.  Great 
Northern;  F.  W.  Root,  counsel,  C.  M.  &  St.  P.;  Stanley  B. 
Houck,  commerce  counsel;  Harold  G.  Simpson,  attorney. 

Robert  Dollar  will  address  a  special  meeting  of  the  Pacific 
Traffic  Association,  April  18,  at  the  Palace  Hotel,  San  Francisco 
on  the  subject  of  "The  $30,000,000  Shipping  Pool."  Seth  Mann, 
manager  of  the  traffic  bureau  of  the  San  Francisco  Chamber 
of  Commerce,  will  discuss  the  fourth  section. 
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"Ship  by  Water" 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles,    San  Francisco 

Portland,   Astoria, 
Seattle  and  Tacoma 

Thru  bill,  of  lading  laattad  to  San  Di.ro.  Oakland.  Stockton  and 

Sacramento.  California  i  Hawaiian  and  Far  Ea>t  Portal 

Grajra  Harbor  and  Puf*t  Sound.  W«.h. 


For  rate*.  Dates  of  Balling  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moor*  Street,   N.w  York  Taheaaaa,  B~fta«  Graaa  T»4 

Baltimore.  Md.  Philadelphia,  Pa.  Pittsburfh.  Pa. 

*»  South  Str».t  DT...I  Buildinc  Ollrar  BulUInc 

AW  at  aw  knack  O*...  la  Lai  Anjilia.  Saa  PraaciKa.  FW*nl.  Inrtl  aa4  TaraaM 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rale*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship   Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 

N«w    Tark 

CUr«la«4 
1U  Tka  Arra4< 

".kl.nd.    <  al. 
Parr  Ttrnlaal 
Partbukt.    Ora. 
Ml    Till*    *    Tnwt    Bite. 


II*  «.  Tklra  St. 


KIT    OliT.r    B.IWInf 

flaramtab,  Oa. 
piuh  Bank  A  TrMt  B 

Laa    Aa(a|aa.    Cat 
417    Vaa    N«r«    BI4(. 


14M    L.    C    Smith    BUr..   aWttl*.    Waak. 
4*1   Ellicait   to,    BUg.,    B»».U.   N.   T. 


Pacif  i  c — Caribbea  n — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland.  Taooma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "REDHOOK"  From  th«  Gulf— April  19th 
SS  "ELDORADO"  "  "  "  April  30th 
SS  "NYANZA"  "  "  "  Early  May 

SS  "OSAGE"    .    From  Pacific  Coast— Early  April 
SS-HOBOKEN"     "          "          "        Late  April 

Ratn  quoted.  booking  and  other  Information  furnlibad  opoa 
application 

THE  STEELE  STEAMSHIP  LINES,  Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 


SWAYNE  *  IIOYT.   Inc. 

4341  Santo  an*  St. 
S.n  Fr.rv.Uco.  Calif. 


M  Bro-d  St. 

NavYoth 


HAITK  SCANDINAVIAN 

FAST  FREIGHT  SERVICE 


To  Copenhagen,  Riga,  Reval  and  Helsingfors 

Other  Baltic-Scandinavian  Port*  at  Cargo  Offers 
U.  S.  S.  B.  A-l   Steel   Steamers  Carrying  U.  S.  Mail 

FROM  PHILADELPHIA 
S.  S.  Eastern  Coast       April  22 

FROM  NEW  YORK 

S.  S.  Wettport Sailed  April  12 

S.  S.  Eastern  Coast April  29 

(Now  Receiving  Pier  22,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and 
Scandinavian  Ports 

IfAen  shipping    to  Ballic-ScanJintrtmn  fort*  «p«cir> 


STEAMSHIP  COM PANY.lHc 

2  STONE  S\.HX£.ffow//nq  Green  2953-6 


Philadelphia  Agents:  S.L.BURGESS  &  CO. 
928  LAFAYETTE  BLDG. Lombard 2972 


844 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  15 


SIXTH  SECTION  PERMITS 

The    Tragic    World    Washington   Bureau 

The  Commission's  notice  to  the  carriers,  sent  out  April  7, 
telling  them,  in  effect,  that  sixth  section  permits  to  make 
changes  in  tariffs  on  less  than  statutory  notice  will  be  granted 
only  when  there  is  an  emergency,  is  the  culmination  of  irrita- 
tion the  carriers  have  caused  among  the  commissioners  and  the 
officials  who  have  had  to  do  with  the  matter.  In  their  esti- 
mation, the  carriers  have  been  riding  a  free  horse  to  death 
and  now,  by  means  of  changes  in  administrative  ruling  No.  58 
of  tariff  circular  No.  18-A,  the  tariff  publishing  agents  are  to 
be  brought  around  to  a  regard  for  the  sixth  section  such  as 
Congress  is  supposed  to  have  designed  them  to  have.  The 
Commission's  announcement,  and  the  instructions,  attached 
to  the  form  of  application  prescribed  in  the  amended  adminis- 
trative ruling,  but  not  the  form  itself,  are  as  follows: 

For  some  time  the  Commission  has  been  receiving  an  unpreced- 
ented number  of  sixth  section  applications  in  which  request  is  made 
for  a  waiver  of  that  portion  of  Section  6  of  the  Act,  which  requires 
changes  in  rates  to  be  established  on  not  less  than  thirty  (30)  days' 
notice  to  the  Commission  and  to  the  public.  Such  applications  fre- 
quently request  authority  on  short  notice, 

(1)  To  establish  rates  from  given  points  of  origin  to  given  points 
of  destination  without  proposing  similar  changes  in  rates  from 
or  to  related  points,  or  without  proposing  similar  changes  in 
commodities  which  bear  a  relationship  to  the  commodity  cov- 
ered by  the  application, 

(2)  To  make  changes  between  common  or  competitive  points  via 
one   line   only   without   regard   to   the   rates   of   other   carriers 
applying  between  the   same  points. 

Because  of  the  relationships  which  exist  in  rates  between  points  and 
between  commodities,  the  establishment  of  rates  on  short  notice  fre- 
quently results  in  discrimination  and  necessitates  the  filing  of  addi- 
tional applications  requesting  permission  to  make  changes  between 
related  points  or  on  related  commodities  in  order  to  remove  the 
prejudice.  Having  permitted  the  establishment  on  short  notice  of  the 
rates  which  disturbed  the  existing  relationship,  the  Commission  often 
cannot  well  deny  the  subsequent  requests. 

It  is  the  rule  of  the  Commission  to  handle  all  applications  in  the 
order  of  their  receipt  and  to  consider  each  application  on  its  merits 
based  on  the  showing  made  therein  and  on  the  facts  developed  by  a 
check  of  the  tariff  rates  on  file  with  it.  Therefore,  the  practice  of 
some  tariff  publishing  officials  and  agents  of  bringing  applications  in 
person  and  of  making  a  verbal  explanation  in  lieu  of  a  complete  show- 
ing under  oath  'as  required  by  Rule  58  of  Tariff  Circular  ISA,  with  a 
request  for  immediate  and  preferred'-consideration,  is  hardly  fair  either 
to  the  Commission  or  to  the  applicant  who  forwards  his  application 
by  mail  in  the  regular  way.  Moreover,  the  establishment  of  reductions 
without  regard  to  corresponding  changes  in  the  related  rate  structure 
results  in  undue  advantage  to  the  favored  points  or  commodities  and 
undue  prejudice  against  other  points  or  commodities  until  similar 
changes  as  to  the  latter  can  be  made.  Changes  in  rates  on  short 
notice  may  take  from  the  unfavored  sbipper  his  privilege  granted  by 
Section  15(7)  of  the  interstate  commerce  act  of  seeking  to  have  such 
rates  investigated  in  suspension  proceedings  before  they  become  effect- 
ive. The  Commission  is  anxious  to  assist  in  any  proper  way  in  a 
return  to  normal  business  conditions  by  revision  of  burdensome  rates, 
but  it  should  not  permit  discriminations  by  authorizing  reductions  on 
short  notice  for  one  shipper  or  class  of  shippers  or  for  one  carrier 
without  authorizing  similar  reductions  for  competing  shippers. 

Shippers  frequently  urge  the  approval  of  sixth  section  applications 
for  authority  to  establish  rates  on  less  than  statutory  notice  on  the 
ground  that  the  shipper  had  filed  request  with  the  carrier  for  the  pro- 
posed change  a  considerable  period  before  the  filing  of  the  application 
but  that  on  account  of  carrier's  failure  to  publish  the  rate  or  delay  in 
consideration  thereof,  the  shipper  will  be  injured  unless  short  time 
permission  is  authorized  by  the  Commission.  Shippers  should  give 
carriers  sufficient  notice  of  desired  changes  and  when  such  notice  is 
given  it  is  inexcusable  for  a  carrier  to  delay  action  on  such  a  request 
to  the  extent  necessary  to  force  it  to  apply  to  the  Commission  for  a 
waiver  of  statutory  notice  in  order  to  prevent  serious  financial  loss  to 
the  shipper. 

The  Act  requires  changes  in  rates  to  be  established  on  thirty  days' 
notice  to  the  Commission  and  the  public  except  that  for  good  cause 
shown  the  Commission  may  permit  changes  on  less  than  that  notice. 
The  Commission  believes  short  notice  should  not  be  invoked  except 
for  the  purpose  of  correcting  clerical  or  typographical  errors  in  tariff 
publications  or  for  the  purpose  of  meeting  and  caring  for  some  extreme 
emergency  which  would  result  in  serious  hardship  to  carriers  and 
shippers.  Competition,  either  railroad  or  commercial,  does  not  ordi- 
narily constitute  such  an  emergency  as  justifies  the  waving  of  the 
notice  requirements  of  the  statute. 

The  purpose  of  this  communication  is  to  advise  all  carriers  that 
the  Commission  will  not  approve  the  establishment  of  changes  in  rates 
on  less  than  statutory  notice  unless  carriers  make  in  said  applications 
a  substantial  showing  of  an  emergency  which  warrants  the  waiver  of 
statutory  notice  nor  will  the  Commission,  under  any  circumstances, 
approve  an  application  for  waiver  of  statutory  notice,  which  applica- 
tion covers  only  a  portion  of  an  adjustment  and  gives  no  heed  to 
similar  changes  in  rates  at  related  points  or  on  related  commodities. 

The  Commission  requests  that  as  far  as  possible  these  applica- 
tions be  sent  by  mail  and  not  by  telegraph.  Action  will  be  taken  only 
on  receipt  of  tbe  verified  application. 

Desire  to  meet  the  rates  or  fares  of  a  competing  road  or  line 
which  has  given  the  full  statutory  notice  of  change  in  rates  or  fares 
will  not  of  Itself  be  regarded  as  good  cause  for  allowing  changes  in 
rates  or  fares  on  a  notice  of  less  than  thirty  days. 

A  request  from  one  carrier,  party  to  a  joint  tariff,  for  permission 
to  amend  such  tariff  on  less  than  statutory  notice  necessarily  raises 
some  question  of  doubt  as  to  the  wishes  or  concurrence  of  other  inter- 
ested carriers  also  parties  to  the  tariff.  It  is  desirable  and  proper 
that  any  such  permission  given  by  the  Commission  should  affect  alike 
all  parties  to  the  tariff  that  is  to  be  amended  under  it.  The  Com- 
mission therefore  decides: 

That  when  a  carrier  gives  an  agent  authority  to  file  tariff  or  tariffs 
and  supplements  thereto  in  its  name,  place  and  stead,  or  concurrence 
In  tariff  or  tariffs  and  supplements  thereto  which  another  carrier  or 
its  agent  may  file  thereunder,  the  agent  or  carrier  to  whom  such 
authority  or  concurrence  is  given  has,  under  the  terms  of  the  author- 
ity or  concurrence,  the  power  and  the  right  to  request  in  the  name  and 
on  behalf  of  the  carriers  participating  in  such  tariff  or  tariffs,  permis- 
sion to  amend  same  on  less  than  statutory  notice. 

Such  requests  as  to  joint  tariffs  must  be  made  by  the  agent  or 


the  carrier  that  is  authorized  to  file  the  tariff  and  the  form  prescribed 
in  Section  (a)  of  this  rule  shall  be  used,  except  that  the  request  must 
state  that  it  is  made  in  the  name  and  on  behalf  of  all  carriers  that  are 
parties  to  the  tariff,  and  that  formal  authority  to  file  the  tariff,  or 
formal  concurrence  in  the  tariff,  is  on  file  with  the  Commission  from 
each  of  such  carriers. 

Request  will  be  signed  and  verified  by  the  agent  or  officer  who 
makes  It,  and  every  carrier  that  has,  by  formal  authority  or  concur- 
rence, made  Itself  a  party  to  such  tariff  will  be  held  bound  by  the 
act  of  its  agent  under  such  authority  or  by  its  concurrence. 

This  authority  will  be  exercised  only  in  cases  where  actual  emer- 
gency and  real  merit  are  shown.  Clerical  or  typographical  errors  in 
tariffs  constitute  good  cause  for  the  exercise  of  this  authority,  but 
every  application  based  thereon  must  plainly  specify  the  omissions 
or  mistakes  together  with  a  full  statement  of  the  circumstances 
attending  such  omission  or  error  and  be  presented  with  reasonable 
promptness  after  issuance  of  the  defective  tariff.  Such  applications 
must  show  where  the  erroneous  rates  are  to  be  found  and  in  what 
schedule  the  correction  will  be  published  but  need  contain  9nly  such 
portion  of  the  information  required  in  paragraph  (a)  as  will  clearly 
show  that  the  rates  were  erroneously  published. 


FEBRUARY  RAILWAY  REVENUE 

The  Association   of   Railway   Executives   this   week   issued 
the  following  on  February  earnings: 

Reports  just  filed  with  the  Interstate  Commerce  Commission  show 
that  the  railroads  of  the  United  States  had  a  net  operating  income 
in  February  of  $47,762,600,  which,  on  the  basis  of  their  tentative 
valuation,  would  be  at  the  annual  rate  of  return  of  4.57  per  cent  com- 
pared with  an  operating  deficit  during  the  same  month  last  year  of 
$5,176,867.  The  net  operating  income  for  the  month,  however,  fell 
short  $14,884,000  of  the  amount  necessary  to  have  enabled  the  carriers 
to  earn  a  6  per  cent  return.  In  January  their  net  operating  income 
was  $29,476,000,  or  at  the  annual  return  of  2.69  per  cent  on  their 
tentative  valuation. 

Operating  revenues  in  February  for  the  railroads  of  the  United 
States  amounted  to  $401,328,700,  a  decrease  of  1.3  per  cent  compared 
with  the  total  for  the  same  month  last  year,  but  operating  expenses 
totaled  $324,423,800,  which  was  15.6  per  cent  below  those  for  Feb- 
ruary, 1921.  Despite  this  decrease  compared  with  the  same  month 
one  year  ago  in  operating  expenses,  virtually  complete  reports  filed 
with  the  Commission  showed  that  the  railroads  in  February  handled 
approximately  14  per  cent  more  freight  than  tbey  did  during  that 
month  last  year.  At  the  same  time  tabulations  also  showed  that  80.84 
per  cent  of  the  operating  revenues  went  for  operating  expenses  in  Feb- 
ruary compared  with  85.40  per  cent  in  January.  This  would  indicate 
that  the  railroads  are  operating  with  greater  efficiency  and  economy 
in  management. 

Complete  reports  showed  that  the  carriers  in  the  eastern  district 
in  February  had  operating  revenues  of  $204,382,100,  an  increase  of  5 
per  cent  over  the  same  month  the  year  before,  while  their  operating 
expenses  totaled  $162,328,700,  which  was  a  reduction  of  15.1  per  cent. 
compared  with  February,  1921.  Their  net  operating  income  was 
$29,535,800,  compared  with  an  operating  deficit  of  $7,627,592  the  year 
before.  The  net  operating  income  for  the  month  was  at  the  annual 
rate  of  return  of  7.17  per  cent  on  the  tentative  valuation,  exceeding  by 
$4,833,000  a  6  per  cent  return. 

The  railroads  in  the  southern  district,  according  to  complete 
reports  filed  with  the  Commission,  had  operating  revenues  of  $53,024,- 
800,  a  decrease  of  3.6  per  cent  compared  with  February,  1921.  Operat- 
ing expenses  for  those  carriers  totaled  $42,225,800,  a  reduction  of  17.7 
per  cent  compared  with  the  same  month  the  previous  year  while 
their  net  operating  income  was  $7,048,800,  compared  with  $466,257 
during  the  previous  February.  This  was  at  the  annual  rate  of  return 
of  3.98  per  cent,  but  $3,584,630  below  a  6  per  cent  return  on  their 
tentative  valuation. 

With  the  Green  Bay  &  Western  R.  R.  alone  missing,  the  operating 
revenues  for  the  carriers  in  the  western  district  amounted  to  $143  - 
921,700,  a  reduction  of  8.2  per  cent  compared  with  February,  1921 
while  their  operating  expenses  totaled  $119,869,100,  a  decrease  of  15.6 
per  cent  compared  with  the  same  month  the  year  before.  Their  net 
operating  income  totaled  $11,177,900,  compared  with  $1,984,468  in  Feb- 
ruary, 1921.  This  amount,  which  is  at  the  annual  rate  of  return  of 
only  2.46  per  cent,  fell  $16,133,000  short  of  the  amount  contemplated  to 
be  earned  under  the  transportation  act. 

While  the  net  operating  income  of  the  carriers  in  the  eastern 
district  exceeded  6  per  cent,  those  in  the  western,  as  well  as  in  the 
southern,  fell  much  below  that  rate  of  return.  This  difference  was 
due  to  the  fact  that  the  threatened  coal  strike  resulted  in  a  stimula- 
tion in  coal  traffic,  particularly  in  the  east.  Comparisons  show  that 
while  loading  of  coal  increased  over  26  per  cent,  the  increase  in  the 
loading  of  all  other  commodities  other  than  coal  increased  only  6  43 
per  cent.  In  the  eastern  district  freight  traffic  in  February,  according 
to  virtually  complete  reports  received  by  the  Commission,  was  over 
12,..1?er,cerV?  heavier  than  during  the  same,  month  the  previous  year, 
while  in  the  western  district  there  was  only  an  increase  of  4  7  per 
cent  and  in  the  southern  district  7.8  per  cent,  which  would  seem  to 
indicate  that  the  reduction  of  16%  per  cent  on  hay,  grain  and  grain 
products  ordered  by  the  Commission  in  that  district  did  not  serve 
to  stimulate  the  traffic  in  those  products. 

In  February  55  railroads  reported  operating  deficits.  Of  that 
number  31  alone  were  in  the  western  district,  while  18  were  in  the 
eastern  and  6  in  the  south  district.  In  January  the  total  was  74 


Henry  Ford's  D.  T.  &  I.  railroad  had  a  net  railway  operat- 
ing income  in  February  of  $131,538  as  against  a  deficit  of  $127,- 
851  in  February,  1921,  according  to  the  report  of  the  company 
filed  with  the  Commission.  Revenues  totaled  $616,586  and  ex- 
penses $422,437.  In  January  the  road  had  a  net  of  $23,159. 

DESTRUCTION  OF  STEAM  ROAD  RECORDS 
The  Commission  has  issued  an  order  "in  the  matter  of 
regulations  to  govern  the  destruction  of  records  of  steam  roads" 
providing  that  the  period  of  federal  control  shall  not  be  com- 
puted in  determining  the  periods  of  time  after  which  carriers 
are  permitted  to  destroy  their  records  as  provided  for  in  the 
regulations  to  govern  the  destruction  of  records  of  steam  roads, 
issue  of  1914,  prescribed  under  an  order  of  the  Commission 
entered  June  1,  1914.  The  order  is  effective  as  of  April  1. 
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NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via  HAVANA,    PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA.  MEXICO 

Calling  at  Norfolk.  Va.;  Corinto,  Nicaragua;  La  LJbartad,  Salvador; 

San  JCM  da  Guatemala  and  Manxanlllo 

5.5.  SANTA  ANA  .aili  from  Nttf  York  May  4th 

5.5.  COLOMBIA  tail*  front  San  Franeitea  M*y  3rd 

Sailing*  about  a»ary  17  dajr>  th»raa/tar 
All  Naw  York  Sailing,  from  PUr  13.  Atlantic  TarmlaaJ.  Brooklim 

PANAMA  SERVICE 

•  alwla*  Sa»  Praactaca.  U.  Aaralaa.  Maxka,  C«itr.l  Anariu  aad  Caaal  Zaaa. 

5.5.  NEWfORT  tail'  from  San  franci.co  May  tnj 

and  Sailing*  about  arair  22  dajr*  tharaaftar 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanc-nr  Squara.  N.w  York  50»  California  St.,  San  Franciaeo 

503  So.  Spring  St.,  AUiandria  Mot  at.    Laa  Angalaa 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

San  Frmndaao  to  Honolulu.  Yokohama.   Koba,  Shanghai. 
Manila,  Hongkong 

Paaaenfer  and  Freight  Sailing*  by  New  and  Luxurious  U.  S. 
Shipping  Board  Liner*: 

S.S.  Empire  State  sails.  .  .  April  19th 
5.5.  Hoosier  State  sails  .  .  .  May  13th 
S.5.  Golden  State  sails  .  .  .  June  3rd 

and   approximately  every   21    day*   thereafter. 

San  Francisco-M  ANILA-Hongkong  Service  via  Bonolnlu 

5.5.   Creole  State May  4th 

S.S.    Wolverine  State June    lit 

and  avary  35  day*  tharaaftar 

r*ir.u(A  Hat  a/  ImJIr.,  lum.m  l»  anjfr»m  pWnll  Wr.nW  marl,  ft  rWf 
For  ratal  aad  otaar  iaJmaiatlin  apply  to  aar  railroad  or  towht  i«»l*ry.  ar  la 

PACIFIC  MAIL  STEAMSHIP  CO. 

MS  CaHfomla  St..  San  Franclaao  !•  Hanowr  9qu«ra.   N    Y. 


.Spring  St.,  Alai 
Mairtaajant  Va.na.1 


indria  Hot. I.    Loa  A 
U.  S.  SKI pa>»« 


World-Wide 
Freight  Service 

\\  IIITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINK  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Galvrston 


London 
LlTerpool 
Manchexter 
Glasgow 


TO 

Avonmouth 
Southampton 
Antwerp 
Hamburg 


Brunswick 


Danzig 
Gibraltar 
Genoa 
Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  F.lt.rolf.  Frmight  Traffic  Manager 

I.  0.  llatll.  G.«    Walton  Frtl.ht  Art.        T.  0.    Martin.   N.   W.    Fralfht  Agt. 
17    aaath    La    Sail*    «tr.rf.  Mttroaolltin     Lit.    Building. 

Chleaa..    Illlaalt.  Mlmioapolli.    Minn. 

'.    J.    MoCaaa.ll.    Sauthwaitara    Fralgtlt    Ag.nt. 
11*1     Laeait    •traat,    St     Loull.     Mo. 


Na<r  Vark.  I  Braa«ww 
Ba>taa.    M    till.    tt. 
Maatraal.    McOIII    Bit, 
•miatalaklL     Baana    m 
BaKlawra.     C*»kar    at 
Taraata.    IOM    Rrral    B.. 


Niw    Orluni.     Hlb*rnla    B»k    Bld|. 
Gllmta*.    Cotton    E«ch«no.    Bldg. 
NorlolH.  Fl«tlro«  Bldf. 
riaiitM.    Cotton    E>ctiuiM    Bldt. 
M-Mtllt.    All..     Mobil.    Lftari. 
Portland.     M<  .     |     iidla    (tract. 


100  A-l  Steel 

Steamers 


NAWSCO  LINES 


Fortnightly 
Sailings 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
PHILADELPHIA,  PA. 

NEW  YORK,  N.  Y. 
BALTIMORE,  MD. 


SAN  DIEGO 
LOS  ANGELES 
and  SAN  FRANCISCO 

OAKLAND 


ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  aorvio.  from  NEW  YORK,  BOSTON  and  BALTIMORE 


Through  Bill* -of- Lading  to  Hawaiian  Itlandt  and  the  Far  Eait 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


136  South  Fourth  Street,  Philadelphia 
3C  Exchange  Street,  Portland 


Ownara  and  Oparaton  U.  S.  Shipping  Board  Ship. 

Ill  Summer  Street,  Boeton 

11  Moore  Street,  New  York  City 

503  Keyier  Building,  Baltimore 


601   Be**emer  Building,  Pittiburgh 
112  Weit  Adam*  Street,  Chicago 


•'.ADMIRAL  LINE.  Pacific  Coast  Ports 
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COTTON  TRANSIT  PRIVILEGE 

'The  Traffic   World   Washington  Bureau 

The  Texas  City  Board  of  Trade  has  asked  for  the  suspension 
of  items  in  supplement  No.  11  to  Leland's  I.  C.  C.  No.  1467,  ef- 
fective April  25,  which  would  have  the  effect  of  denying  transit 
privileges  on  cotton  moving  on  through  bills  of  lading,  which 
the  consignor  or  consignee  may  desire  to  have  recompressed  to 
high  density  so  as  to  obtain  the  benefit  of  ocean  rates  about 
15  cents  less  than  those  imposed  on  cotton  in  standard  bales. 
Texas  City  has  protested  on  the  theory  that  denial  of  transit, 
in  terms,  at  Galveston,  Texas  City,  and  Houston  will  result  in 
undue  prejudice  to  Texas  City  because  compression  to  high 
density  will  still  be  possible,  at  Galveston.  That  will  be  possible, 
the  Texas  City  protestants  aver,  because  the  high  density  press 
at  Galveston  is  situated  alongside  the  ships  taking  cotton.  The 
Galveston  Wharf  Company,  it  is  asserted,  offers  compression  of 
that  kind  and  the  elimination  of  the  privilege  at  Texas  City  will 
not  prevent  compression  at  Galveston,  even  if  the  lines  over 
which  such  cotton  now  moves  to  Galveston  are  not  parties  to 
the  wharf  company's  tariff.  When  the  cotton  reaches  Galves- 
(on  the  compression  takes  place  on  the  property  of  the  wharf 
company  beyond  the  control  of  such  line-haul  carriers  as  may 
carry  to  that  point.  They  are  not  parties  to  the  wharf  com- 
pany's tariff,  offering  high  density  compression. 

Several  of  the  line-haul  carriers,  according  to  Leland's  de- 
fense of  his  supplement,  are  not  parties  to  the  transit  offered  at 
present  at  Texas  City.  The  proposal  to  eliminate  the  transit 
at  Texas  City  is  said  td  have  resulted  from  a  request  by  Hous- 
ton, to  have  transit,  for  that  purpose  granted  at  that  city,  which 
is  also  a  port,  by  reason  of  the  ship  canal.  The  lines  not  parties 
to  the  transit  at  Texas  City  objected  and  took  a  "I  told  you 
so"  attitude  toward  the 'lines  that  had  agreed  to  that  kind  of 
transit  at  Texas  City. 

In  its  protest  the  Texas  City  Board  of  Trade  said  the  elimina- 
tion would  cause  a  discrimination  against  Texas  City  because  the 
compression  could  be  had  at  Galveston,  five  miles  across  the  bay, 
without  any  additional  switching.  In  answer  to  that  Leland 
said  the  authority  for  the  proposed  limitation  was  to  be  found 
in  the  Commission's  decision  in  the  Southern  Hardwood  Traffic 
Association  case;  in  which  he  said  the  Commission  had  held  that 
carriers  might  restrict  free  privileges  of  the  kind  under  con- 
sideration in  this  instance. 


COMMISSION  ORDERS 

The  Macon  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  13430,  Southern  Pine  Association  vs.  Aberdeen 
&  Rockfish  Railroad  Co.  et  al. 

The  Commission  has  denied  complainant's  petition  for  re- 
hearing and  reargument  in  No.  11149,  Fifth  and  Ninth  Districts 
Coal  Bureau  vs.  Director-General,  A.  T.  &  S.  P.  Ry.  et  al. 

The  petition  for  further  consideration  filed  on  behalf  of  the 
Director-General  in  No.  12049,  The  Charles  Boldt  Glass  Company 
vs.  Director-General,  has  been  denied. 

Complainant's  petition  for  rehearing  and  reargument  in  No. 
10815,  Spring  Valley  Coal  Company  et  al.  vs.  Director-General, 
A.  T.  &  S.  F.  et  al.,  was  denied. 

On  petition  of  respondent,  The  Baltimore  &  Ohio  Railroad 
Co.,  in  1.  and  S.  No.  1365,  Routing  on  Coal  from  Western  Mary- 
land Railway  Mines  to  Eastern  Destinations,  the  Commission 
has  reopened  the  case  for  further  oral  argument. 

The  Commission  has  denied  complainants'  petition  for  re- 
consideration of  their  petition  for  rehearing  in  Nos.  10461,  Peer- 
less Coal  Company  of  Illinois  vs.  A.  T.  &  S.  F.  Ry.,  Director- 
G«neral,  et  al.,  and  No.  10461  (Sub.  No.  1),  The  Jones  &  Adams 
Coal  Company  vs.  same,  or  to  reverse  the  order  that  the  rates 
assailed  were  not  unjust  and  unreasonable. 

Petition  filed  on  behalf  of  the  Director-General  for  further 
consideration  and  dismissal  of  complaint  in  No.  11709,  Hercules 
Mining  Company  vs.  Director-General  and  Northern  Pacific  Rail 
way  Company,  was  denied. 

The  complaint  in  No.  12683,  A.  Kaplan  vs.  Director-General, 
C.  R.  I.  &  P.  Ry.  et  al.,  has  been  amended  by  making  the  Iberia 
and  Vermillion  Railroad  Company  an  additional  party  defendant. 

On  petition  of  the  applicant  in  Finance  Docket  No.  29,  in 
the  matter  of  the  application  of  the  Michigan  Northern  Railroad 
Company  for  a  certificate  of  public  convenience  and  necessity  to 
construct  a  line  of  railroad  in  Michigan,  the  Commission  has 
reopened  the  proceeding  for  further  hearing. 

On  petition  of  complainant  the  Commission  has  reopened  for 
further  hearing  No.  11755,  Raritan  Copper  Works  vs.  Director- 
General,  N.  Y.  O.  &  W.  et  al. 

Various  officers  of  the  Delaware  &  Hudson  Company,  Green- 
wich &  Johnsonville  Railway,  Cooperstown  &  Charlotte  Valley 
Railroad  and  other  carriers  were  permitted  to  retain  their  posi- 
tions. 

The  Commission  has  authorized  officers  of  the  Delaware, 
Lackawanna  &  Western  Railroad,  Morris  &  Essex  Railroad. 
Oswego  &  Syracuse  Railroad,  and  other  carriers  to  retain  their 
positions. 

Wadleigh  B.  Dummond  was  authorized  to  hold  the  positions 


of  clerk  of  the  Portland  &  Rumford  Falls  Railroad,  Portland  & 
Rumford  Railway,  and  Rumford  Falls  &  Rangeley  Lakes  Rail- 
road. 

Petition  of  the  Chicago  &  Alton  Railroad,  Illinois  Central 
Railroad,  and  Chicago,  Peoria  &  St.  Louis  Railroad,  in  No. 
11703,  In  the  matter  of  rates,  fares  and  charges  within  Illinois, 
for  permission  to  establish  increased  rates  on  coal,  both  inter- 
state and  intrastate,  from  mines  on  their  lines  to  Peoria  and 
certain  intermediate  points  was  denied. 

Complainant's  petition  for  a  rehearing  in  No.  11746,  Gaynor 
Lumber  Co.  vs.  Director-General  et  al.,  was  denied. 

G.  F.  Ames  et  al.  were  permitted  to  intervene  in  No.  13627, 
Burnett-Young  Horse  &  Mule  Co.  et  al.  vs.  Abilene  &  Southern 
et  al. 

In  a  supplemental  order  in  No.  9966,  Hudson  Mule  Company 
et  al.  vs.  Louisville  &  Nashville  et  al.,  and  the  related 
Hudson  Mule  cases,  the  Commission  has  revised  its  fourth 
section  order  No.  8035,  issued  in  connection  with  N.  C.  & 
St.  L.  application  No.  458  and  Louisville  &  Nashville  No. 
1952,  so  as  to  bring  it  into  harmony  with  the  equi-distance 
clause  of  the  revised  fourth  section.  That  order  gives 
relief  to  the  circuitous  lines  and  authorizes  them  to  maintain 
higher  rates  at  intermediate  points  provided  the  rates  at  inter- 
mediate points  do  not  exceed  the  scale  prescribed  in  that  deci- 
sion and  provided  they  do  not  exceed  the  lowest  combination. 

The  Southern  Minnesota  Mills  has  been  permitted  to  in- 
tervene in  No.  13516,  the  Chamber  of  Commerce  of  the  City  of 
Milwaukee  vs.  C.  B.  &  Q.  et  al. 

The  Commission  has  given  permission  to  the  Alan  Wood 
Iron  and  Steel  Company,  Colonial  Iron  Company,  Delaware 
River  Steel  Company,  E.  &  G.  Brooke  Iron  Company,  Empire 
Steel  &  Iron  Company,  Eastern  Steel  Company,  Robesonia  Iron 
Company,  Ltd.,  Reading  Iron  Company  and  Thomas  Iron  Com- 
pany to  intervene  in  No.  13445,  Lackawanna  Steel  Company  et 
al.  vs.  Pennsylvania  R.  R.  et  al. 

Swift  &  Company  and  Armour  and  Company  have  been 
permitted  to  intervene  in  No.  13615,  Southeastern  Live  Stock 
Association  vs.  Louisville  &  Nashville  Railroad  Co.  et  al. 

On  application  to  the  Commission  the  Kentucky  Railroad 
Commission  has  been  permitted  to  intervene  in  No.  12965,  Mer- 
chants Exchange  of  St.  Louis,  Mo.,  et  al.  vs.  Aberdeen  &  Rock- 
fish  R.  R.  Co.  et  al. 

Complainant's  petition  for  reconsideration  and  reargument 
in  No.  11369,  Van  Dusen  Harrington  Company  et  al.  vs.  Di- 
rector-General, Canadian  Pacific  Ry.  Company  et  al.,  has  been 
denied. 

The  Commission  has  reopened  for  further  hearing  No. 
H760,  Frank  P.  Miller  Paper  Company,  S.  Austin  Bicking  Paper 
Manufacturing  Compp.ny.  Downingtown  Manufacturing  Company 
rnd  Downingtown  Iron  Works  vs.  P.  R.  and  P.  &  R.  Ry. 

On  petition  filed  by  Missouri  Pacific  Railroad  Company,  the 
Crmmission  has  reopened  for  further  hearing  I.  and  S.  No.  11, 
wasteful  service  by  tap  lines — Prescott  &  Nothwestern  Railroad 
Company  and  Ouachita  &  Northwestern  Railroad  Company. 

The  Director-General's  petition  for  rehearing  in  No.  10948, 
Southwest  Cotton  Company  vs.  Director-General  et  al.,  has  been 
denied  by  the  Commission. 


SETTLEMENTS    WITH    CARRIERS 

Final  settlements  for  the  period  of  federal  control  were  an- 
nounced as  follows  this  week  by  the  Railroad  Administration: 
Lehigh  &  New  England  Railroad  Co.,  $675,000,  and  Ogden  Union 
Railway  &  Depot  Co.,  $15,000. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $69,450  will  satisfy  the  guaranty  in  the  case  of  the 
Ulster  &  Delaware.  The  total  amount  due  the  carrier  was 
found  to  be  $314,250,  the  difference  having  been  advanced. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  payment  of  $3.623.67  to  the  Deering  Southwestern 
Railway  will  make  good  the  guaranty  for  that  road.  The  total 
amount  due  the  road  under  the  guaranty  was  found  to  be  $7,- 
623.67.  an  advance  payment  of  $4,000  having  been  made. 

The  Commission  has  found  that  $16,500,  already  paid,  will 
satisfy  the  guaranty  in  the  case  of  the  Carolina  &  Yadkin 
River  Railway  Company.  It  has  dismissed  the  applications  of 
the  Atlanta  Terminal  Company  and  the  Goldsboro  Union  Sta- 
tion Company  for  the  benefits  of  the  guaranty  on  the  ground 
that  section  209  of  the  transportation  act  is  not  applicable  to 
the  applicants  because  the  properties  involved  were  covered  in 
the  cases  of  other  carriers. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  a  total  of  $107,813.36  is  necessary  to  make  good  the 
guaranty  to  the  Detroit,  Bay  City  &  Western  and  that  all  but 
$13,313.36  of  that  amount  has  been  paid. 


FT.   W.   &    D.   C.    EQUIPMENT   CERTIFICATES 

Authority  to  issue  $750,000  of  equipment  trust  certificates, 
at  5.5  per  cent  interest,  payable  in  May  and  November  has 
been  asked  by  the  Forth  Worth  &  Denver  City,  to  enable 
it  to  purchase  500  box  cars  and  100  refrigerators  at  an  esti- 
mated cost  of  $1,022,000. 
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Maps 

Are 
Vital  to  Traffic 


By  the  proper  use  of  maps  you  con- 
vey your  message  in  less  space  and  in 
a  more  convincing  way  than  by  any 
other  means. 

Rand  McNally  maps  are  accurate, 
dependable,  and  when  made  for  a 
specific  purpose  are  always  true  to 
specifications  and  unequaled  in  work- 
manship. 

Our  imprint  on  your  map  is  a  guar- 
anty of  its  official  and  dependable 
character. 

Rand  McNally  &  Company  will  be 
pleased  to  quote  on  any  map  you 
require,  or  will  assist  in  drawing  your 
specifications. 


RAND  M^NALLY  &  COMPANY 

Map  Headquarters 

I'M"       l>     '  ' 


534  S.  Clark  Street 
f  I ll<   \GO 


42  E.  22nd  Street 
\l  W  YORK 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct    Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 
Yokohama,  Kobe,  Shanghai,  Tien  tsin  Taku  Bar), 

Tsingtao,  Chinwangtao  and  Dairen 
SS  HANAWA    .........     April  17 

SS  WEST  KEATS     .......      May  17 

Shanghai,  Manila,  Hongkong 

-     SS  HANAWA    .........     April  17 

SS  WEST  KEATS     .......      May  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

tot  information  recirdini  Spsct.  R«tct.  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC,  »  Br-Nd.r$1o,k  ci,, 
UNITED  AMERICAN  LINES,  INC,  "7  So^,J^Jil  StT"<- 
R.  T.  JOHNS  &  COMPANYNC, 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building.  PORTLAND.  OREGON 


Decision  in  Rate  Case 


Announcement  by  the  Commission  of 
its  decision  in  the  General  Rate  Inquiry 
will  probably  come  soon. 

It  will  remove  uncertainty  as  to  the 
future  rate  situation  and  enable  buyers 
and  sellers  to  compute  buying  and  sell- 
ing costs. 

Disordered  relationships,  undue  and 
unfair  disadvantages  to  some,  with 
corresponding  advantages  to  others, 
may  result. 

In  whatever  contingency  that  may 
arise  we  are  well  equipped  to  assist  in 
the  correction  of  any  maladjustment. 
We  prepare  rate  and  statistical  analyses, 
surveys,  comparisons,  digests  of  de- 
cisions, etc. 


The   Traffic     Service    Corporation 

Special  Service  Department 
505  Colorado  Building  WASHINGTON,  D.  C. 
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SLIGO  IRON  CASE  REOPENED 

The   Traffic   World    Washington   Burton 

At  the  solicitation  of  the  Railroad  Administration  the  Com- 
mission has  reopened  No.  11154,  Sligo  Iron  Store  Company  vs. 
Western  Maryland  et  al.  (62  I.  C.  C.  643-5),  for  such  further 
argument,  before  the  whole  Commission,  as  may  be  ordered 
hereafter. 

That  is  the  case  in  which  the  Commission  laid  down  the 
so-called  equalization  rule — that  is,  that  where  one  carrier  had 
held  out  to  the  shipper  that  but  one  increase  would  be  made 
in  a  combination  rate,  that  holding  out  would  have  to  be  pro- 
tected. 

That  opinion  was  written  by  division  No.  1,  composed  of 
Messrs.  McChord,  Meyer  and  Aitchison.  The  Railroad  Admin- 
istration pointed  out  what  it  considered  conflicts  in  the  deci- 
sions of  other  divisions  and  of  the  Commission  itself,  in  addi- 
tion to  claiming  that  division  No.  1  had  disregarded  the  law  and 
every  rule  for  the  construction  and  interpretation  of  tariffs 
published  by  the  Commission. 

The  decision  about  which  the  lawyers  of  the  Railroad  Ad- 
ministration desire  to  argue  farther  was  made  June  23,  1921. 


box,  4,337;  auto  and  furniture,  2,347;  flat,  10,340;  gondola,  58,097; 
hopper,  14,469;  all  coal,  72,566;  S.  D.  stock,  17,508;  D.  D.  stock, 
2,227;  refrigerator,  6,721;  tank,  508,  and  miscellaneous,  5,550. 


WEIGHTS  ON  CRUDE  AND  FUEL  OIL 

The  elimination  of  the  estimated  weight  on  fuel  and  crude 
oil  on  traffic  moving  from  the  mid-continent  fields  to  Arizona  and 
New  Mexico,  as  attempted  in  supplements  Nos.  27  and  31  of 
Countiss'  tariff  I.  C.  C.  1089,  was  necessary  in  order  to  remove 
discrimination  against  oil  moving  to  the  same  destinations  from 
California,  according  to  H.  G.  Toll,  member  of  the  standing  rate 
committee  of  the  Transcontinental  Freight  Bureau,  who  testified 
at  the  hearing  on  I.  and  S.  1510,  actual  weights  on  crude  and 
fuel  oil,  before  Examiner  P.  F.  Gault,  in  Chicago,  April  10.  The 
oil  involved  moved  under  an  estimated  weight  of  7.4  pounds  a 
gallon,  he  said,  while  that  from  California  was  charged  for  at  a 
weight  of  7.75  pounds  a  gallon.  The  most  equitable  way  to  re- 
move the  discrimination,  in  his  opinion,  was,  he  said,  to  apply  the 
actual  weight.  The  7.4  pound  estimate  was,  he  contended,  less 
than  the  actual  weight,  and  since  the  refiners  specified  the  actual 
weight  when  selling  the  oil,  there  was  no  reason  why  the  rate 
should  not  be  assessed  on  that  weight. 

The  objections  of  the  shippers  were  outlined  by  H.  J.  Birm- 
ingham, traffic  manager  for  the  Western  Petroleum  Refiners' 
Association,  who  claimed  that  the  estimated  weight  now  in  use 
was  sufficient  to  cover  the  actual  weight  of  the  oil.  In  many 
cases,  he  said,  it  exceeded  the  actual  weight,  but  the  shippers 
would  rather  have  it  stand  than  go  to  the  trouble  and  expense 
of  ascertaining  the  exact  weight  of  each  shipment  of  oil.  This, 
he  said,  would  be  an  extremely  difficult  thing  to  do,  and  would 
require  the  standardization  of  hydrometers  and  other  instru- 
ments by  the  Commission,  as  well  as  the  specifying  of  certain 
scales  to  be  used  therewith. 

He  said  that  whatever  disadvantage  was  suffered  by 
the  California  oil  was  due  to  the  fact  that  it  was  what  was 
known  as  an  asphaltum  base  oil,  whereas  the  midcontinent  prod- 
uct was  wax  base.  The  asphaltum  product  was  always  the  heav- 
ier, he  said. 


REVENUE  TRAFFIC  STATISTICS 

In  the  monthly  compilation  of  revenue  traffic  statistics  of 
182  class  I  steam  roads,  excluding  terminal  and  switching  com- 
panies, for  January,  1922,  the  Commission's  figures  showed  a 
freight  revenue  for  the  country  as  a  whole  of  $275,545,397,  com- 
pared with  a  revenue  of  $323,557,183  in  January,  1921;  a  revenue 
tonnage  of  119,106,000  compared  with  141,549,000  in  1921;  rev- 
enue tons  carried  one  mile  of  23,682,356,000  compared  with. 26,- 
627,393,000  in  the  corresponding  month  of  the  preceding  year; 
and  a  revenue  per  ton-mile  of  11.64  mills  compared  with  a 
revenue  ton-mile  of  12.15  In  January,  1921. 

The  passenger  revenue  reported  was  $83,378,888  compared 
with  $105,204,975  in  January,  1921;  revenue  passengers  carried 
81,278,000  compared  with  94,661,000  in  January,  1921;  revenue 
passengers  carried  one  mile  2,698,888,000,  compared  with  3,378,- 
782,000  in  the  corresponding  month  of  the  prior  year;  revenue 
per  passenger  mile,  3.102  cents  compared  with  3.114  cents  in 
January,  1921.  The  number  of  passengers  per  car  in  January, 
1922,  was  14.54  compared  with  17.11  in  January,  1921. 

Statistics  for  the  Detroit,  Toledo  &  Ironton  are  not 'included 
In  this  compilation. 


CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  surplus  of  freight  cars  in  good  order  in 
the  period  March  23-31  totaled  206,746  as  against  219,483  in  the 
period  March  15-23,  according  to  the  compilations  from  carriers' 
reports  completed  this  week  by  the  car  service  division  of  the 
American  Railway  Association. 

The  average  daily  shortage  was  423  cars,  made  up  of  255 
box,  27  flat,  55  gondola,  22  hopper,  62  refrigerator  and  2  miscel- 
laneous cars. 

The  surplus  was  made  up  as  follows:  Box,  81,807;  ventilated 


MISSOURI    PACIFIC   BONDS 

The  Missouri  Pacific  has  been  authorized  by  the  Commis- 
sion to  issue  $18,000,000  of  6  per  cent  first  and  refunding  mort- 
gage gold  bonds  and  to  sell  them  at  not  less  than  94%  per  cent 
of  par  and  accrued  interest.  The  proceeds  will  be  used  to 
retire  $13,641,000  of  first  and  refunding  mortgage  5  per  cent 
gold  bonds  maturing  January  1,  1923,  and  to  reimburse  the 
treasury  for  expenditures  for  additions  and  betterments.  The 
company  was  further  authorized  to  procure  authentication  and 
delivery  to  its  treasurer  of  $96,500  of  6  per  cent  first  and  re- 
funding bonds  to  be  held  in  the  company's  treasury.  Kuhn, 
Loeb  &  Co.  of  New  York  have  arranged  to  take  the  $18,000,000 
issue. 


B.  &  O.  ABANDONMENT 

The  Commision  has  authorized  the  Baltimore  &  Ohio  to 
abandon  two  branch  lines  in  Carroll  and  Stark  counties,  Ohio. 
One  line  is  called  the  Pigeon  Run  branch  of  7.31  miles  in 
Stark  County,  built  to  reach  coal  lands  now  practically  worked 
out.  The  other  line  to  be  abandoned  is  part  of  the  Magnolia 
branch  extending  from  a  point  1,000  feet  east  of  Wilcox  mine  to 
Magnolia  in  Carroll  and  Stark  counties,  a  distance  of  2.76  miles. 


ILLINOIS    CENTRAL    DEBT    FOR    CARS 

The  Illinois  Central  has  been  authorized  by  the  Commission 
to  execute  an  evidence  of  indebtedness  in  the  form  of  an  agree- 
ment for  the  lease  and  purchase  of  650  refrigerator  cars  from 
the  Pullman  Company.  The  estimated  cost  of  the  cars,  now 
being  built,  the  Commission  said,  is  $1,748,500.  By  the  proposed 
agreement  the  carrier  will  pay  rent  to  the  car  company  at  the 
rate  of  $650  a  day  from  April  1,  1922,  to  and  including  April  1, 
1932,  the  payments  to  be  made  semi-annually.  Deferred  pay- 
ments will  bear  6  per  cent  interest. 


N.  Y.  N.  H.  &  H.  ABANDONMENT 

The  New  York,  New  Haven  &  Hartford  has  applied  to  the 
Commission  for  authority  to  abandon  its  line  of  railroad  be- 
tween Saybrook  Junction  and  Saybrook  Point,  Middlesex  County, 
Conn.  There  are  1.52  miles  of  track  in  the  line  to  be  aban- 
doned. The  company  says  there  is  no  demand  either  for  freight 
or  passenger  service  over  the  line  sufficient  to  justify  operation. 


STOCK  PURCHASE  BY  SANTA  FE 

The  Santa  Fe  has  applied  to  the  Commission  for  permission 
to  acquire  the  capital  stock  of  the  Eldorado  &  Santa  Fe  which  re- 
cently asked  for  authority  to  construct  three  extensions  in 
Kansas. 


IOWANS    WANT    THORNE    IN    SENATE 

News  dispatches  from  Des  Moines  indicate  that  friends  of 
Clifford  Thome  have  advanced  his  name  as  candidate  for  the 
Republican  nomination  for  United  States  senator  from  that 
state.  Thome's  home  is  at  Washington,  Iowa.  When  asked  to 
comment  on  the  report,  Mr.  Thorne  said: 

"Friends  have  been  urging  me  to  run  for  senator.  I  may 
decide  to  enter  the  race  but  at  present  I  am  not  a  candidate." 


MILEAGE   BOOK   BILL 

The  House  committee  on  interstate  and  foreign  commerce 
this  week  decided  to  postpone  action  on  the  Senate  mileage 
book  bill  until  May  2.  At  that  time  the  committee  will  take  a 
vote  as  to  whether  or  not  it  should  be  favorably  reported  to 
the  House. 


GUARANTY   PAYMENT   DENIED 

The  Commission  has  dismissed  applications  for  payments 
under  the  guaranty  filed  by  the  Savannah  River  Terminal,  Den- 
ver Union  Terminal,  Akron  Union  Passenger  Depot  Co.,  Union 
Depot  Co.,  of  Columbus,  O.,  Portland  (Me.)  Terminal  and  Nor- 
folk Terminal  Railway  Co.  It  held  these  companies  had  been 
covered  by  settlements  with  other  carriers. 


C.  &  S.   EQUIPMENT  CERTIFICATES 

The  Colorado  &  Southern  has  asked  permission  to  issue 
equipment  trust  certificates  in  an  amount  of  $1,425,000  at  5.5 
per  cent,  payable  in  May  and  November  for  the  acquisition  of 
1,000  gondolas  and  200  refrigerators  at  an  estimated  cost  of 
$1,915,000. 


NO    EMERGENCY    LIVE   STOCK    RATES 
At  a  conference  of  western  railroads  in  St.  Louis,  April  11, 
It  was  decided  not  to  make  the  reduced  emergency  rates  on 
range  cattle  requested  by  western  live  stock  breeders. 
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RAILROAD  CONNECTIONS 

Freight  shipped  over  PORT  OF  TACOMA  PIER  ONE 

may  be  routed  via  any  of  four  great  transcontinental 
railway  systems  and  their  connections,  the  Chicago,  Mil- 
waukee C&  St.  Paul,  Northern  Pacific,  Great  Northern, 
and  Union  Pacific.  Cars  from  these  roads  are  switched 
alongside  our  sheds  or  to  ships  loading  at  our  docks 
without  extra  charge  to  the  shipper,  thereby  insuring 
fast  and  economical  service. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 


Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  farther  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
Masons  of  the  year  and  in  any  weather. 

Writ*  fur   IllultrmtfJ  took,  fort  Mmpt  and  Harbor  Information 

Board    of    Harbor    Commissioners 

LOS  ANGELES,  U.  S.  A. 
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Digest  of  New  Complaints 

• 1 • 

No.  13539   (Sub.  No.  1).     The  Al<  hison   (Kan.)   Chamber  of  Commerce 
\  s    Santa  Fe  et  al. 

Excessive,  unjust,  unreasonable  and  unduly  prejudicial  rates  on 
sugar  from  New  Orleans  and  points  taking  the  same  rates  to 
Atchison,  Kan.  Asks  cease  and  desist  order  and  just  and  reason- 
able rates. 

No.  13560  (Sub.  No.  1).    The  Cooper  Grocery  Co.  et  al.,  Waco,  Tex.,  vs. 
Beaumont,  Sour  Lake  &  Western  et  al. 

Excessive,  unjust  and  unreasonable  rates  on  green  coffee  from 
New  Orleans,  Galveston  and  Houston  on  interstate  traffic  to  Waco. 
Texas.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.    13625.      Mid-Continent   Equipment   and    Machinery   Co.,    St.    Louis, 
Mo.,  vs.  Mobile  &  Ohio  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  steel  rails  from  Huntington,  W.  Va..  to  East  St. 
Louis.  111.  Asks  cease  and  desist  order,  just  and  reasonable  rates 
and  reparation. 

No.   13626.     The  Big  Mandy  Coal  and  Mining  Co.,   Cincinnati,   O.,   vs. 
Lenox  R.  R.  et  al. 

I'njust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  coal  from  complainant's  mines  on 
Lenox  road  to  points  in  C.  F.  A.  territory  to  Cincinnati  and  points 
in  switching:  district  of  Cincinnati.  Asks  reparaton. 

No.    13627.      Buinett-Yount    Horse    and    Mule    Co.    et   al.,    Fort    Worth, 
Tex.,  vs.  Abilene  &  Southern  et  al. 

Unjust  and  unreasonable,  unjustly  discriminatory,  unduly  pref- 
erential and  prejudicial  rates,  rules  and  regulations  on  horses  and 
mules  between  interstate  points  and  points  in  the  state  of  Texas. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 
tion. 

No.  13628.     Olney-Hart,  Inc.,  Spokane,  Wash.,  vs.  C.  M.  &  St.  P.  et  al. 
I'njust,  .unreasonable,  unlawful,  prejudicial  and  unduly  discrimi- 
natory  rates   on    speedometers  and   speedometer   connections   from 
Chicago,    111.,    to    Spokane,    Wash.      Asks    cease    and    desist    order, 
just  and  reasonable  rates  and  reparation. 

No.    13629.      Standard   Oil   Co.    (N.    J.)    vs.    Director  General,    as  agent, 
B.  &  O.  et  al. 

I'njust.  unreasonable,  unjustly  discriminatory,  unjustly  pref- 
erential and  prejudicial  rates  which  are  in  violation  of  Section  4 
on  casinghead  gasoline  from  Central,  W.  Va.,  to  Bayonne,  N.  J. 
Asks  reparation. 

No.   13630.     The  McKinney  Steel  Co.,  Cleveland,  O.,  vs.  B.  &  O.  et  al. 
I'njust  and  unreasonable  rates  on  coke  from  Fairmont,   W.  Va., 
to  Josephine,'  Pa.     Asks  cease  and  desist  order,   just  and   reason- 
able rates  and  reparation. 

No.   13631.     Royall  &   Borden   Mfg.   Co.,   Goldsboro.    N.   C.,   vs.   Atlantic 
Coast  Line  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  cotton 
linters  from  Dunn,  N.  C.,  to  Boston,  Mass..  via  Atlantic  Coast 
Line  and  Merchants'  and  Miners'  Transportation  Co.  Asks  repara- 
tion. 

No.   13632.     Royall  &   Borden  Mfg.   Co.,   Goldsboro,    N.   C.,   vs.   Atlantic 
Coast  Line  et  al. 

I'njust,  unreasonable,  unduly  prejudicial  rates  on  cotton  linters 
from  Dunn  and  Pine  Level,  N.  C.,  to  Philadelphia,  Pa.  Asks 
reparation. 

No.    13633.     Royall  &   Borden  Mfg.  Co.,  Goldsboro,    N.    C.,   vs.    Atlantic 
Coast  Line  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  cotton 
linters  from  Dunn,  N.  C.,  to  Long  Island  City,  N.  Y.  Asks  repara- 
tion. 

No.    13634.     Omaha    (Neb.)    Chamber   of   Commerce   vs.    Director   Gen- 
eral, as  agent. 

I'njust  and  unreasonable  rates  on  cinders  from  South  Omaha  to 
Fort  Crook,  Neb.  Asks  reparation. 

No.  13635.     Seavey  &   Flarsheim  Brokerage  Co.,   Omaha,   Neb.,   vs.  Di- 
rector General,  as  agent. 

I'njust  and  unreasonable  rates  on  sugar  from  warehouse  on 
Great  Northern  tracks  to  warehouse  on  C.  St.  P.  M.  &  O  tracks 
at  Sioux  City,  la.  Asks  reparation. 

No.  13636.     M.  A.  Disbrow  &  Co.,  Omaha,  Neb.,  vs.  C.  St.  P.  M.  &  O. 
Unjust  and  unreasonable  rates  on  eompoboard  from  Minneapolis! 
Minn.,  to  Omaha,  Neb.     Asks  reparation. 

No.  13637.     Alfred  T.  Wagner,  Detroit,  Mich.,  vs.  Director  General    as 
agent,  Pere  Marquette  et  al. 

Unjust  and  unreasonable  rate  on  sand  from  Benton  Harbor, 
Mich.,  to  Detroit  and  then  to  Ecorse,  Mich.  Asks  reparation. 

No.  13638.     Bristol  Brass  Corporation,  Bristol,  Conn.,  vs.  Director  Gen- 
eral, as  agent,  New  Haven. 

I'njust  and  unreasonable  rates  on  brass  strips  from  Bristol 
Conn.,  to  New  York  lighterage  for  export.  Asks  reparation. 

No.  13639.     The  Creamery  Package  Mfg,  Co..  Chicago,  III.,  vs.  Director 
General,  as  agent,  Pere  Marquette  et  al. 

Unjust  and  unreasonable  rate  on  cooperage  stock  from  Bay  City 
Mich.,  to  Blytheville.  Ark.  Asks  reparation 

No.  13640.     Rosser  &  Fitch,  Jacksonville.  Fla.,  vs.  Seaboard  et  al 

Unjust,  unreasonable,  discriminatory  and  preferential  rates  on 
beans  from  California  points  to  Jacksonville,  Fla.  Asks  repara- 
tion. 

No.  13641.     The  James  G.  Noll  Lumber  Co.,  Denver,  Colo.,  vs.   Union 
Pacific  et  al. 

I'njust  and  unreasonable  rates  on  shingles  from  Seattle  Wash 
to  points  in  Kansas.  Asks  reparation 

No.  13642.    International  Pulp  Co.,  New  York,  N.  Y.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rate  on  crude  lump  talc  from  York 
Siding,  N.  Y..  to  Hailesboro.  N.  Y.  Asks  reparation. 

No.  13643.     Lehigh  Portland  Cement  Co.,   Allentown,   Pa     vs    Director 
General,  as  agent,  Illinois  Central. 

Unjust  and  unreasonable  rates  on  stone  between  locations  on 
industrial  tracks  within  complainant's  plant  at  Oglesby,  111  Asks 
reparation. 

No.   13644.     Muncle  Sand   Co.,   Muncie,  Kan.,  vs.   Director  General    as 
agent. 

Unjust,  unreasonable,  discriminatory  and  preferential  rates  on 
sand  from  Muncie,  Kan.,  to  various  destinations  in  Kansas  and 
Missouri.  Asks  reparation. 

No.  13645.     The  Pure  Oil  Co.,  Columbus,  O.,  vs.   Director  General    as 
agent. 
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Unjust,   unreasonable  and  discriminatory  rates  on  an  intra-plant 
vitching  movement  of  coal.     Asks  reparation. 

13646.     Walter  A.  Xelnicker  Supply  Co.,  St.  Louis,  Mo.,  vs.  Director 
General,  as  agent.  Southern  et  al. 


Unjust  and  unreasonable  rates  on  poles  from  Abita  Springs,  La., 
to  Home,  <;.•!.  Asks  just  and  reasonable  rates  and  reparation. 

13647.  Hamilton   Furnace  Co.,  Hamilton,  O.,  vs.  B.  &  O.  et  al. 
I'njust  and  unreasonable,  unjustly  discriminatory  and  prejudicial 

rates   on    pig    iron    from    Hamilton,    O.,    to   Hamilton,   Ont.      Asks 
reparation. 

13648.  Sol   I-Kckerson  et   al..    Weiser,  Idaho,   vs.   Director  General, 
as  agent,  Camas  IVairic  et  al. 

Unjust,  unreasonable,  prejudicial  and  preferential  rates  on  live 
stock  in  interstate  and  intiastate  commerce  between  points  in 
Oregon,  Idaho  and  Washington  and  between  points  in  Oregon, 
Washington  and  Idaho  on  the  one  hand  and  points  in  Utah  and 
Montana  on  the  other  hand.  Asks  reparation. 

13649.  J.    R.   Thames,   Birmingham,   Ala.,   vs.   Alabama   &   North- 
westerrn  et  al. 

Kxressive,  unjust  and  unreasonable  rates  on  lumber  from  Sweet- 
water,  Ala.,  to  points  in  North  Carolina,  South  Carolina  and  Vir- 
ginia. Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

13650.  Acme   Sanitary   Pottery  Co.,   Trenton,   N.   J.,   vs.   Pennsyl- 
vania et  al. 

I'njust  and  unreasonable  rates  in  violation  of  intermediate  rates 
provision  of  section  4  on  ball  clay  from  New  York,  N.  Y.,  to 
Trenton;  N.  J.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

13651.  Edward  Grimes  and  Samuel  Friedman,   co-partners,   doing 
business  as  Grimes  &  Friedman,  Denver,  Colo.,  vs.  Santa  Fe  et  al. 

Unjust,  unreasonable  and  prejudicial  rates  from  Denver  and  Salt 
Lake  City  to  Chicago  on  waste  paper.  Asks  cease  and  desist 
order,  just,  reasonable  and  non-discriminatory  rates. 

13652.  William    D.    Cleveland    &    Sons    et   al",    Houston,    Tex.,    vs. 
Beaumont,  Sour  Lake  &  Western  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  sugar  from  points  in  Louisiana  and  Colorado  to  Houston  and 
Beaumont.  Tex.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

13653.  Texas  Gulf  Sulphur  Co.,   New  York,   N.   Y.,  vs.   Gulf,   Colo- 
rado &  Santa  Fe  et  al. 

Unjust  and  unreasonable  rates  on  fviel  oil  from  Galveston  Tex., 
to  Gulf,  Tex.,  originating  in  Mexico,  because  of  failure  of  defend- 
ants to  allow  for  or  perform  terminal  service  from  Gulf  Hill  to 
Gulf,  Tex.  Asks  reasonable  practices  and  allowances  and  repara- 
tion. 

13654.  Omaha  Refining  Co.  et  al.,  Omaha,  Neb.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rates  on  petroleum  crude  oil  from  Law- 
ton.  Okla..  to  Omaha,  Neb.  Asks  reparation. 

13655.  Grand  Rapids  Terminal  Belt  Ry.  Co.,  Grand  Rapids,  Mich., 
vs.  Pere  Marquette  et  al. 

Alleges  that  defendants  refuse  to  pay  for  use  of  complainant's 
tracks  and  facilities.  Asks  that  the  Ccmmission  require  defend- 
ants to  pay  for  past  and  future  use  of  complainant's  property  at 
just  and  reasonable  rates. 

13656.  Early-Foster  Co.,  Waco,  Tex.,  vs.  Santa  Fe  et  al. 

Illegal,  unjust,  unreasonable,  preferential  and  prejudicial  rates 
on  sjgar  from  Los  Mochis,  Mex.,  to  El  Paso.  Tex.,  and  from 
El  Paso  to  various  interstate  destinations.  Asks  just  and  reason- 
able rates  and  reparation. 

13657.  W.  H.  Barber  Co.  et  al.,  Minneapolis,  Minn.,  vs.  Alabama 
&  yicksburg  et  al. 

Unjust,  unreasonable,  preferential  and  prejudicial  rates  on  crude, 
fuel  and  gas  oil  from  Louisiana,  Kansas,  Oklahoma  and  Texas 
points  to  Minneapolis.  Asks  just  and  reasonable  rates  and  repara- 
tion. 

13658.  C.  D.  Westrope  and  J.  H.  Rowland,  co-partners,  et  al.    San 
Francisco,  Calif.,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable,  as  well  as  in  violation  of  Section  4, 
rates  on  barley,  oil  cake  meal,  and  alfalfa  hay,  between  points  in 
California  and  Oregon.  Asks  reparation. 

13659.  Gorgas-Pierie  Mfg.  Co.,  Philadelphia,  Pa.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rates  on  copra  from  Pacific  coast  ports 
to  Philadelphia,  Pa.  Asks  reparation. 

13660.  Butterworth-Judson    Corporation,    New    York,    N     Y      vs 
Director  General,   as  agent,   Central    R.   R.   of  N.   J 

Unjust  and  unreasonable  rates  on  intra-plant  shipments  at 
Newark,  N.  J.  Asks  reparation. 

13661.  E.    I.    DuPont   de   Nemours    &   Co.,    Wilmington,    Del.,    vs. 
Director  General,  as  agent,  D.  &  H.  et  al. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  Hudson 
Pa.,  to  Pompton  Lakes,  N.  J.  Asks  just  and  reasonable  rates  and 
reparation. 

13662.  Duquesr.e    Slag   Products    Co.    et    al.,    Pittsburgh,    Pa  ,    vs 
Pennsylvania  et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
crushed  slag  from  Birdsboro.  Pottstown  and  Swedeland  Pa  to 
interstate  destinations.  Asks  just  and  reasonable  rates 

13663.  J.   D.  Hollingshead  Co.,  Chicago,  111.,  vs.   M.  K.  &  T.  et  al 
Unjust    unreasonable   and   discriminatory   rates  on   barrels   from 

St.  Joseph.  Mo.,  to  Oklahoma  points.  Asks  rates  not  in  excess  of 
those  from  Dallas.  Oak  Cliff,  Fort  Worth  and  North  Fort  Worth 
Tex.,  to  the  same  destinations. 

13664.  Chevrolet  Motor  Co.  of  California  vs.  Director  General    as 
agent. 

Unjust  and  unreasonable  rates  on  auto  gear  frames  with  attach- 
ments from  Detroit,  Mich.,  to  Oakland,  Calif.  Asks  reparation. 

13665.  The  Ohio  Quarries  Co.  et  al.,   Cleveland    O     vs    New  York 
Central  et  al. 

Unjust,  unreasonable  and  prejudicial  rates  on  sandstone  and 
stone  products  in  interstate  commerce  shipped  from  South  Ani- 
herst,  O.  Asks  that  defendants  he  required  to  maintain  the  ordi- 
nary Amherst  district  rates  to  and  from  all  points  on  the  lines  of 
«2«i'or5i?  &  Southern  as  through  rates  and  for  reparation. 

13666.  The  Chase  Companies.  Inc.,  Waterburv,  Conn.,  vs    Director 
General,  as  agent.  New  Haven. 

I'njust  aril  unreasonable  rates  on  brass  secrap  from  Baltimore, 
M««  i.  '•'''r,'",'"'-  Pa-  *°  Waterbury.  Conn.  Asks  reparation. 

13667.  Philadelphia  Quartz  Co.  of  California,  Berkeley    Calif     vs 
Director  General,  as  agent. 

I'n.inst  and  unreasonable  rates  on  silicate  of  soda  from  Livny  to 
Los  Angeles,  Calif.  Asks  reparation. 

13669.  Public  S.-ivirp   Commission  of  Indiana  vs.   Santa  Fe  et  al 
Unjust,    unreasonable,    unjustly    discriminatory    and    preferential 

•  m  sugar  from  points  in  Nebraska.  Colorado.  Idaho,   Kansas. 
Uh   to  points  in  Indiana.     Asks  cease  and   desist  order  and  just 
and  reasonable  rates. 

13670.  Walter  A.   Zelnicker  Supply  Co..    St.   Louis,   Mo.,  vs.   C.   & 
O.  et  al. 

Unjust  and  unreasonable  rates  which  violate  section  4  long-and- 
short-haul  provision  on  car  of  rails,  holts  and  joints  from  Hun- 
tington,  W.  \a..  to  Coppcrhill,  Tenn.  Asks  cease  and  desist  order, 
Just  and  reasonable  rates  and  reparation. 
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No.  13671.    The  Public  Service  Commission  of  Indiana  et  al.  vs.  Santa 
Fe  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
class  rates  from  Indiana  points  to  Kansas  City.  Mo.,  Omaha,  Neb., 
Sioux  City,  la.,  and  Sioux  Falls,  S.  D.,  because  rates  from  Illinois 
points  to  samo  destinations  are  lower.  Asks  cease  and  desist 
order.  Just,  reasonable,  non-discriminatory,  non-prejudicial  and 
non-preferential  rates. 

No.   13672.    Farmers  Elevator  Co.,  Marcus,  la.,  vs.  Illinois  Central. 

Unjust  and  unreasonable  rate  on  coarse  grains  from  Marcus,  la., 
to  Chicago  and  other  Illinois  points.  Asks  cease  and  desist  order 
and  just  and  reasonable  rates. 

No.    13673.     Binney   &   Smith   Co.,   Quinton,   Okla.,   vs.   Fort   Smith   & 
UVstern  et  al. 

Unjust  and  unreasonable  rates  on  carbon  black  from  Quinton, 
Okla.,  to  St.  Louis,  East  St.  Louis.  Chicago,  Cincinnati  and 
Cudahy,  Wi.s.  Asks  same  rates  as  apply  from  Coalton,  Okla. 

No.   13674.     Consolidated  Rendering  Co.,   Boston,   Mass.,   vs    Boston  & 
Maine  et  al. 

Unjust  and  unreasonable  rates  on  fertilizer  from  Lowell,  Mass., 
to  points  in  Maine.  Asks  reparation. 

No.   13676.     Boston   Wool  Trade  Assn.,   Boston,   Mass.,   vs.   Abilene   & 
Southern  et  al. 

Unjust,  unreasonable,  discriminatory  and  preferential  rates  on 
wool,  mohair  and  camel's  hair  in  the  grease,  from  New  York  City 
to  Boston.  Asks  cease  and  desist  order,  just  and  reasonable  rates 
and  reparation. 

No.  13677.     The  Public  Service  Commission  of  Indiana  et  al.   vs    Ala- 
bama &  Vicksburg  et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  through 
class  rates  from  western  termini  points  and  points  taking  the  same 
rates,  from  trunk  line  points  and  points  taking  the  same  rates 
and  through  and  combination  class  rates  from  points  in  Illinois 
classification  territory  to  destinations  in  southeastern  and  Carolina 
territories  because  relatively  lower  than  the  rates  applicable  from 
all  points  in  Indiana,  to  the  same  destination  territories.  Asks 
cease  and  desist  order,  reasonable,  non-discriminatory,  non-preju- 
dicial and  non-preferential  rates. 

No.   13678.     The   Colorado   Milling  and   Elevator  Co.,   Denver,   vs    Di- 
rector General,  as  agent. 

Unreasonable,  discriminatory,  preferential  or  prejudicial  rates  on 
various  carload  shipments  of  grain  and  grain  products  from  points 
in  Colorado  and  Kansas,  to  destinations  in  Minnesota  Missouri 
Pennsylvania,  Iowa.  Asks  for  reparation. 

No.  13679.  Public  Service  Commission  of  Indiana  vs.  Ann  Arbor  et  al 
Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  prelu- 
dicial  rates  on  logs  between  points  on  defendants'  lines  in  C  F  A 
territory  because  some  shippers  are  charged  sixth  class  rates  and 
others  something  less  than  sixth  class  rates  and  also  because  all 
log  rates  in  C  F.  A  territory  are  higher  by  varying  ratios  than 
the  log  rates  in  Southern  territory.  Asks  cease  and  desist  o-der 
just  and  reasonable  rates. 


per  cent  of  par  and  accrued  interest.  The  proceeds  from  the 
sale  of  the  bonds  will  be  applied  on  current  liabilities,  retire- 
ment of  bonds,  purchase  of  rails  now  leased,  construction  and 
equipment. 


GRAIN  CASE  REOPENED 

The  Traffic   World   Washington  Bureau 

The  Commission  has  reopened  No.  12929,  the  western  grain 
rate  case,  for  the  purpose  of  considering  the  question  of  the  re- 
lationship of  the  rates  on  wheat  and  other  grains,  and  the  prod- 
ucts thereof,  between  points  in  the  Mountain  Pacific  group.  The 
question  of  relationship  in  that  group  was  raised  by  the  carriers 
and  shippers  because,  prior  to  the  abolition  of  any  distinction 
in  the  rates  on  grain,  which  was  made  by  the  Director-General, 
the  relationship  in  the  Mountain-Pacific  territory  was  not  the 
same  as  in  other  parts  of  the  country.  The  representations  to 
the  Commission  have  been  to  the  effect  that  if  relationship  is  to 
be  established,  then  they  would  like  to  have  the  relationship 
that  existed  prior  to  the  abolition  by  the  Director-General. 


LOAN  TO  MISSOURI  &  N.  ARKANSAS 

The    Traffic    World    Washington   Bureau 

The  Commission  has  approved  a  loan  of  $3,500,000  to  the 
Missouri  &  North  Arkansas,  which  agreed  to  meet  the  conditions 
stipulated  by  the  Commission  for  the  reorganization  of  the  com- 
pany. The  money  will  be  used  for  maturing  indebtedness  and 
additions  and  betterments.  With  this  loan  and  increased  divi- 
sions recently  granted  by  the  Commission,  the  road  is  expected 
to  resume  operations  shortly. 

Commissioner  Eastman  dissented,  saying  that  the  loan  was 
larger  than  the  public  interest  required.  He  said  he  would  not 
object  to  the  part  of  the  loan— $500,000— to  be  used  for  additions 
and  betterments,  but  that  the  remainder  of  $2,000,000  should 
not  be  granted. 

"Under  the  arrangement  approved  by  the  majority,"  said  he, 
"the  United  States  is,  in  effect,  buying  the  railroad  at  a  sum 
much  in  excess  of  its  alleged  market  value,  while  at  the  same 
time  control  and  management  are  permitted  to  remain  in  the 
hands  of  private  parties." 


M.  ST.   L.  &  S.  STE.  MARIE  BONDS 

The  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  has  been  au- 
thorized by  the  Commission  to  sell  $2,500,000. of  6  per  cent  first 
refunding  mortgage  bonds  at  a  price  to  yield  not  less  than  101% 
per  cent  of  par.  The  proceeds  will  be  used  to  pay  taxes,  interest 
and  maturing  indebtedness.  Dillon,  Reed  &  Co.  will  handle  the 
issue. 


C.   &   G.    RY.    BONDS 

In  two  applications  filed  with  the  Commission  the  Carolina 
&  Georgia  Railway  Company  has  applied  for  authority  to  issue 
and  sell  $350,000  of  first  mortgage  6  per  cent  gold  bonds  and1 
for  authority  to  sell  $65,000  of  first  mortgage  6  per  cent  bonds. 
The  company  proposes  to  sell  the  bonds  at  not  less  than  85 


B.  &  O.   BONDS 

The  Baltimore  &  Ohio  has  applied  to  the  Commission  for 
authority  to  issue  nominally  $1,840,000  of  refunding  and  general 
mortgage  bonds  in  reimbursement  of  expenditures  for  exten- 
sions and  improvements.  Of  the  bonds  to  be  issued  $618,500 
are  for  expenditures  on  property  directly  owned  in  fee  by  the 
B.  &  O.,  and  for  which  no  underlying  mortgage  bonds  are  re- 
quired. The  remainder  of  the  bonds  to  be  issued,  $1,221,500, 
are  for  expenditures  on  subsidiaries  which  make  application 
to  issue  underlying  bonds  as  required  by  the  terms  of  the 
mortgage.  The  B.  &  O.  asks  authority  to  pledge  the  $1,840,000 
of  bonds  for  short  term  loans. 


TUCKASEEGEE  &  SOUTHEASTERN  STOCK 

The  Tuckaseegee  &  Southeastern  Railroad  Co.  has  applied  to 
the  Commission  for  permission  to  issue  3,000  shares  of  capital 
stock  to  the  subscribers  whose  money  has  been  used  in  the 
construction  of  a  railroad  from  Sylva  to  Blackwood,  in  Jackson 
county,  North  Carolina,  a  county  containing  a  population  of 
14,000  persons,  two-thirds  of  whom,  the  applicant  said,  would 
be  served  by  it,  if  and  when  the  Commission  authorized  it 
to  issue  shares  to  those  who  had  contributed  money  for  its 
construction  and  equipment.  It  estimated  that  its  lines  would 
cost  $350,000  and  the  equipment  $50,000.  It  asked  also  for  a 
certificate  that  will  allow  it  to  operate  its  railroad. 


COAL  PRODUCTION  REPORT 

"The  total  production  of  all  coal — anthracite  and  bitumin- 
ous— in  the  first  week  of  the  strike  was  the  lowest  in  modern 
coal  history,"  the  Geological  Survey  said  in  its  current  coal 
report.  "The  output  of  bituminous  coal  dropped  to  approxi- 
mately 3,500,000  tons,  and  in  the  anthracite  region  work  ceased 
entirely.  During  the  1919  strike  the  anthracite  mines  operated 
at  capacity. 

"The  reports  so  far  received  consist  of  the  number  of 
cars  loaded  on  each  division  of  130  of  the  principal  coal-carrying 
railroads.  They  show  that  from  60  to  64  per  cent  of  the 
bituminous  tonnage  of  the  country  has  been  closed  by  the 
strike.  Of  the  remaining  tonnage  a  significant  portion  had  not 
been  operating  recently  for  lack  of  demand.  In  the  first  week 
of  1919  strike  71  per  cent  of  the  tonnage  was  closed.  The 
smaller  portion  closed  during  the  present  strike  is  partly 
explained  by  the  fact  that  certain  organized  districts  whose 
contracts  did  not  expire  on  April  1  have  continued  to  operate. 

"The  following  statement  shows  the  cars  of  soft  coal 
loaded  daily,  according  to  telegraphic  reports  received  from 
the  carriers.  As  April  1  is  a  union  holiday,  loadings  on  Satur- 
day did  not  reveal  the  extent  of  the  strike.  The  first  test 
came  on  Monday,  April  3.  On  that  day  11,445  cars  were  loaded, 
against  38,056  cars  on  the  preceding  Monday. 

Monday,  April  3 . .  11,445        Wednesday,  April  5 ..  11,411 

Tuesday,  April  4..  11,019         Thursday,     April  6.  .11,061 

"Returns  so  far  received  for  Friday,  April  7,  indicate  little 
change,  and  the  total  output  for  the  week  will  be  -in  the 
neighborhood  of  3,500,000  tons.  In  the  first  week  of  the  1919 
strike  3,582,000  tons  were  produced. 

"The  week's  output  falls  short  of  what  the  mines  not 
affected  by  the  strike  can  produce  if  the  demand  is  active. 
Prom  mines  in  many  non-union  districts  reports  of  'dull  markets,' 
and  'no  orders'  have  been  received,  and  there  is  a  large  num- 
ber of  loaded  cars  unbilled  on  the  sidings,  some  of  which  are 
in  fields  closed  by  the  strike. 

"Production  of  soft  coal  continued  to  increase  during  the 
last  5  days  before  the  strike,  but  because  of  the  decline  on 
Saturday  the  total  output  for  the  week  ended  April  1  was  less 
than  the  wtek  before.  Including  lignite  and  coal  coked,  the 
production  is  estimated  at  10,453,000  net  tons. 

"The  last  week  before  the  strike  witnessed  no  material 
change  in  the  movement  of  coal  through  the  Hudson  gateways 
to  New  England.  The  number  of  cars  of  anthracite  forwarded 
— 3,406 — represented  a  slight  increase  over  the  week  preceding, 
but  the  cars  of  bituminous  coal  forwarded — 3,118 — were  fewer 
than  before.  These  totals  cover  the  gateways  of  Harlem'  River, 
Maybrook,  Rotterdam,  Mechanicsville,  Albany,  and  Troy.  Ship- 
ments through  Rouse's  Point  to  northern  New  England,  not 
included  above,  were  120  cars  of  bituminous  coal  and  10  cars 
of  anthracite. 

"The  last  week  of  March  showed  an  increase  in  exports,  but 
a  decrease  in  cargo  coal  destined  for  New  England.  The  total 
dumped  over  the  three  piers  at  Hampton  Roads  was  372.432 
net  tons,  a  slight  decrease  when  compared  with  the  preceding 
week." 


Regular  subscribers  for  The  Traffic  World,  when  in 
Washington,  D.  C.,  may  obtain  copies  of  the  magazine 
at  our  Washington  office  in  the  Colorado  Building. 
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Airplane  view  of  Galveston   harbor  and  port  facilities,   thowing  slip  system  of  docks,  waterfront  track* 

and  other  transportation  advantage!. 

Exports  Are  Increasing 

The  volume  of  exports  through  the  Port  of  Galveston  has 
increased  so  materially  that  the  decreased  valuations  shown  in 
government  records  for  the  past  year,  show  a  lower  aggregate 
decrease  than  any  other  American  port. 

The  Port  of  Galveston 

is  proud  of  its  records,  for  they  show  conclusively  that  the  hundreds  of  shippers 
using  this  port,  like  the  service.  We  are  prepared  to  serve  many  more,  regardless 
of  the  commodity.  A  trial  will  convince  you. 

Write  for  copy  of  our  "PORT  BOOK." 

GALVESTON  COMMERCIAL  ASSOCIATION 


Galveston,  Texas 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (»)  are  new. 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
latlons  and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

April  17— New  York,  N.  Y.— Examiner  Howell: 

13279 — Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 

13282— Spencer  Kellogg  &  Sons,  Inc.,  vs.  Director  General. 

13335— Spencer  Kellogg  &  Sons,  Inc..  vs.  Director  General. 
April  17— St.  Louis,  Mo.— Examiner  Koch: 

12965— Merchants  Exchange  of  St.  Louis,  Mo.,  et  al.  vs.  Aberdeen  & 

Rockflsh  R.  R.  et  al. 
April  17— Chicago,  111.— Examiner  Gault: 

13148 — Wisconsin  Dairy  Products  Co.  vs.  Director  General. 

12422— Lookout  Oil  and  Refining  Co.  vs.  A.  &  V.,   Director  General 

et  al. 
April  17 — Phoenix,  Ariz. — Examiner  Keene: 

-,3297 — Traffic  Bureau,  Chamber  of  Commerce  et  al.  vs.  Sou.  Pac. 

13298— Traffic  Bureau,  Chamber  of  Commerce,  Phoenix,  Ariz.,  et  al. 
vs.  Sou.  Pac.  et  al. 

13500— John  F.  Barker  Produce  Co.  et  al.  vs.  Sou.  Pac.  et  al. 
N.  Co.  et  al. 

13500   (Sub.  No.  1) — Johnson  Pearce  Produce  Co.  vs.  O.-W.  R.   R.  & 

13500  (Sub.  No.  2)— E.  E.  Nash  vs.  A.  T.  &  S.  F.  et  al. 
April  17 — Argument  at  Washington,  D.  C. : 

12326 — Wichita  Board  of  Commerce  et  al.  vs.  Director  General,  A.  T. 

12752— Ft'.  Worth  Freight  Bureau  vs.  Beaumont,  Sour  Lake  &  West- 
ern et  al. 

12813 — Standard  Oil  Co.  CN.  J.)  et  al.  vs.  Director  General. 
April  17 — Denver.  Colo. — Examiner  Hillyer: 

13393 — W.   R.   Freeman  and   C.   Boettcher,   as  receivers  of  the  D.   & 

S.  L.  R.  R.  vs.  A.  T.  &  S.  F.  et  al. 
April   17 — Jonesboro,  Ark. — Examiner  Fleming: 

I.  and  S.  1505  and  first  sup.  order — Fruit  and  vegetable  packages  to 

stations  in  Oklahoma. 
April  17 — Lansing,  Mich. — Examiner  Carter: 

13111 — The  Kneeland  Bigelow  Co.  et  al.  vs.  Mich.  Cent. 

13443— R.   M.   Wiegandt,   doing  business  as  West  Side  Fuel   Co.,   vs. 

Director  General. 

April  17 — Cleveland.  O. — Examiner  Eshelman: 
13390— The  Fred  G.  Clark  Co.  vs.  N.  Y.  C.  et  al. 
13378 — The  Lakewood  Engineering  Co.  vs.  B.  &  O.  et  al. 
April   18 — Dallas,  Tex. — Examiner  Oliver: 

13364 — Rio  Grande  Oil  Co.  vs.  Director  General. 
April  18 — Chicago,  111. — Examiner  Gault: 
13368 — Armour  &  Co.  vs.  Director  General. 
13370 — The  Clay  Products  Co.  vs.  Director  General. 
April  18 — Minneapolis,  Minn.. — Examiner  Seal: 
13355 — Northwestern  Traffic  and  Service  Bureau  et  al.  vs.  Cent.  Wis. 

et  al. 

April  18 — Argument  at  Washington,  D.  C. : 

12506 — Greater  Des  Moines  Committee,  Inc.,  et  al.  vs.  Director  Gen- 
eral, Ark.  Cent,  et  al. 
12330 — Iowa  Malleable  Iron  Co.  vs.  Director  General,  A.  T.  &  S.  F. 

et  al. 
12394 — Ottumwa  Chamber  of  Commerce  et  al.   vs.  Director  General, 

A.  T.  &  S.  F.  et  al. 
12712 — Hood   Coal   Co.   et   al.   vs.    Monongahela  Valley   Traction   Co. 

(now  Monongahela  Power  &  Ry.  Co.)  et  al. 
April  18 — Denver,  Colo. — Examiner  Hillyer: 
13141 — The    Larimer   County   Cooperative    Milk    Condensory    Co.    vs. 

Director  General. 

April  19 — Pittsburgh,  Pa. — Examiner  Eshelman: 
13363 — Henderson  Lumber  Co.  vs.  Diretcor  General. 
13468— William   Schutte  Co.   vs.   Director  General,   S.   A.   L.   Ry.   Co. 

et  al. 

April  19 — Nashville,  Tenn. — Examiner  McGrath: 
13484 — Fletcher  &  Wilson  Coffee  Co.  vs.  Director  General. 
13493— Trie  Acme  Mills  vs.  Director  General,  A.  C.  L.  R.  R.  et  al. 
April  19 — Nashville,  Tenn. — Examiner  McGrath: 
4  11523 — City  of   Clarksville,   Tenn.,   et   al.   vs.   Director  General,   L.   & 

N.  R.  R. 
April   19 — Chicago,    111. — Examiner  Gault: 

13396— Fruit  Growers'  Express  vs.  Director  General. 
April  19 — Minneapolis,  Minn. — Examiner  Seal: 

13401— The  Oakes  Co.  vs.  M.  St.  P.  &  S.  S.  M.  Ry.  et  al. 
April  19— New  York,  N.  Y.— Examiner  Howell: 

13460 — Max  Gorewitz  vs.  Pa.  R.  R.  et  al. 
April  19 — Waco.  Tex. — Examiner  Oliver: 

13417 — Geo.  W.  Pittman  Co.  et  al.  vs.  Director  General. 
April  19 — Argument  at  Washington,  D.  C.: 
11840 — Inland  Empire  Paper  Co.  vs.   Spokane  International  Ry.   and 

Director -General. 

11840  (Sub.  No.  1)— Inland  Empire  Paper  Co.  vs.  C.  M.  &  St.  P.,  Di- 
rector General  et  al. 
11840  (Sub.   No.  2) — Inland  Empire  Paper  Co.  vs.  O.-W.  R.  R.  &  N. 

Co.,  Director  General  et  al. 

11840  (Sub.  No.  3)— Inland  Empire  Paper  Co.  vs.  C.  M.  &  St.  P.  et  al. 
12758 — Bilrowe-Alloys  Co.  vs.  Director  General,  C.  M.  &  St.  P.  et  al. 
12272 — Pure  Oil  Co.  vs.  Director  General. 
12428 — Willamette  Iron  &  Steel  Works  et  al.   vs.   Director  Generral. 

General,  B.  &  O.  et  al. 

April  20 — Lansing.  Mich. — Examiner  P.  O.  Carter: 

*  Finance    Docket  No.  29 — In  the  matter  of    the  application  of    the  Mich- 
igan Northern  R.  R.  Co.  for  a  certificate  of  miblic  convenience  and 
necessity  to  construct  a  line  of  railroad  in  Michigan. 
April  20 — Vlcksburg,  Miss. — Examiner  Fleming: 

13250— The  Tallulah  Cotton   Oil   Co.   vs.    Mo.    Pac.   et  al. 
April  20— New  York,  N.  Y.— Examiner  Howell: 

13469 — United   Paperboard   Co.,    Inc.,   vs.   Greenwich    &   Johnsonville 

ft  al. 
13470 — United    Paperboard   Co..    Inc..    vs.   Greenwich    &   Johnsonville 

et  al. 

13472 — United   Paperboard   Co.,    Inc.,    vs.    Greenwich   &   Johnsonville 
et  al. 


April  20 — Chicago,  111. — Examiner  Gault: 

13382— William  M.  Payne,  doing  business  under  the  name  and  style 

of  W.  M.  Pavne  &  Co.  vs.  American  Ry.  Express  Co. 
13426 — Guggenheim  Bros.  vs.  Director  General,  L.  V.  R.  R.  et  al. 
April  20 — Minneapolis,  Minn. — Examiner  Seal: 

13464— Republic  Coal  Co.  vs.  C.  St.   P.   M.   &  O.  Ry. 
13465— Republic  Coal  Co.  vs.  C.  &  N.  W.  Ry. 
April  20 — Pittsburgh,  Pa. — Examiner  Eshelman: 

13404 — The  Walter  Wallingford  Coal  Co.  vs.  Director  General. 
April  20— Nashville,  Tenn.— Examiner  McGrath: 
13379— The  Southern  Poultry  and  Egg  Shippers'  Assn.  et  al.  vs.  Ala. 

&  Miss.  R.  R.  Co.  et  al. 
April   20 — Philadelphia.   Pa. — Examiner  Jewell: 

13454 — National  Fibre  and  Insulation  Co.  vs.  N.  &  W.  et  al. 
April  20— Houston,  Tex.— Examiner  Oliver: 

13418 — Houston    Cotton    Exchange    and    Board    of    Trade    et   al.    vs. 

At,   Jt  Attica  R.  R.  et  al. 

13251 — M.  H.  Wolfe  &  Co.  vs.  Director  General.  I.  &  G.  N.  et  al. 
April  20 — Argument  at  Washington,  D.  C.: 

12753 — In    the   matter   of   intrastate    rates,    fares  and    charges   within 
the  state  of  Oklahoma.     (On  motion  to  dismiss  filed  by  Corporation 
Commission  of  Oklahoma  and  motion  for  further  hearing  filed  by 
respondents.) 
April  21 — Chicago,  111. — Examiner  Gault: 

13422 — Northern  Indiana  Sand  and  Gravel  Co.  vs.  A.  T.  &  S.  F.  et  al. 
April  21 — Minneapolis,  Minn. — Examiner  Seal: 
12903— The  Van  Dusen  Harrington  Co.  vs.  Director  General  and  Can. 

Pac. 
April  21 — Pittsburgh.  Pa. — Examiner  Eshelman; 

13453— Pittsburgh  Coal  Producers'  Assn.  vs.  P.  C.  C.  &  St.  U 
April  21 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1320 — Oil  from  Texas  ports  to  Sulphur  Mine,  La. 
April  21 — Philadelphia,  Pa. — Examiner  Jewell: 
12840 — G.  B.  Markle  Co.,  now  Jeduo-Hlghland  Coal  Co.,  vs.  Director 

General. 
April  21 — Lansing,  Mich. — Examiner  Carter: 

13313 — Michigan  Traffic  League  vs.  Ann  Arbor  et  al. 
April  22 — Monroe,  La. — Examiner  Fleming: 

13359— Western  Carbon  Co.  vs.  C.  B.  &  Q.  R.  R.  et  al. 
April  22 — Argument  at  Washington,  D.  C.: 
4181 — In  the  matter  of  allowances  to  short  lines  of  railroads  serving 

industries. 

I.   and   S.  414 — In   re   cancellation  of  rates  in  connection  with  small 
lines  by  carriers  in  Official  Classification  territory — Second  indus- 
trial railways  case  in  re  111.  Nor.  Ry..  Manufacturers'  Junction  Ry., 
Lake  Erie  &  Ft.  Wayne  Ry.  and  Pullman  R.  R. 
April  24 — Washington,   D.  C.— Examiner  Jewell: 

I.   and   S.   1514   and   three   sup.   orders — Trunk  line  and   ex-lake   iron 

ore  rates. 

13445 — Lackawanna  Steel  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
April  24 — New  York,   N.  Y. — Examiner  Flynn: 

13172 — The  Board  of  Commissioners  of  the  City  of  Hoboken,  for  and 
in   behalf  of  the  Mayor  and  Council   of  the  City  of  Hoboken,   vs. 
D.  L.  &  W.    (further  hearing). 
April  24 — Kansas  City,  Mo. — Examiner  Koch: 

13388 — Ginocchio-Jones  Fruit  Co.  vs.  Director  General. 
13394 — Atlas  Cereal  Co.  vs.  A.  T.  &  S.  F.  et  al. 
April  24 — Chicago,  111. — Examiner  Gault: 

13432 — Beatrice  Creamery  Co.  vs.  L.  &  N.  R.  R. 

13447 — The    Zion    Institutions    and    Industries    (fuel    department)    vs. 

Evansville  Suburban  &  Newhurgh  Ry.  et  al. 
April  24 — Boston,  Mass. — Examiner  Howell: 
12386 — North  Packing  and  Provision  Co.  et  al.  vs.  Director  General, 

N.  Y.  N.  H.  &  H.  et  al. 
13485 — North  Packing  and  Provision  Co.  et  al.  vs.  Boston  &  Albany 

et  al. 
April  24 — Minneapolis,  Minn. — Examiner  Seal: 

13095 — Andersen  Lumber  Co.  vs.  Nor.  Pac.  et  al. 
April  24 — Pittsburgh,  Pa. — Examiner  Eshelman: 

12812 — Gulf  Refining  Co.  vs.   Di'irtor  General  and  Pa.  R.  R. 
April  24 — Knoxville,  Tenn. — Examiner  McGrath: 
13501 — Southern  Appalachian  Coal  Operators'  Assn.  vs.  L.  &  N.  R.  R. 

April  24 — Washington,  D.  C. — Commissioner  Hall: 

12964 — In   the   matter  of  consolidation   of   the   railway   properties  of 
the  U.  S.  into  a  limited  number  of  systems  (southeastern  region). 
April  24 — Galveston,  Tex. — Examiner  Oliver: 

12293— W.  L.  Moody  Cotton  Co.  vs.  Director  General,  I.  &  G.  N.  et  al. 
13555— W.  L.  Moody  Cotton  Co.,  Inc.,  vs.  Director  General,  I.  &  G.  N. 

et  al. 
April  24 — San  Francisco,  Calif.— Examiner  Keene: 

13538 — The  Sebastopol  Berry  Growers'   Assn.   vs.   Am.   Ry.   Exp.  Co. 
April  25 — San  Francisco,  Calif. — Examiner  Keene: 
Fourth  section  applications  12047,   12097,  12098,   12107. 
Portions  of  fourth  section  applications  1092,  1243.  1244.  1262.  1347  and 
others  filed  by  Sou.  Pac.  Co..  A.  T.  &  S.  F.  Ry.  and  F.  W.  Gomph. 
Fourth  section  application  12179  of  F.  W.  Gomph. 
April  25 — Argument  at  Washington,  D.  C. : 

Finance  Docket  36 — In  the  matter  of  the  application  of  the  Utah 
Terminal  Ry.  Co.  for  a  certificate  of  public  convenience  and 
necessity  to  construct  a  line  of  railroad  in  Utah. 

Finance  Docket  1632 — In   the  matter  of  application  of  the  Utah  Ry. 
Co.  for  a  certificate  of  public  convenience  and  necessity  to  acquire 
and  operate  a  line  of  railroad  in  Utah. 
April  25— Pittsburgh,  Pa. — Examiner  Eshelman: 

13397 — Melcroft  Coal  Co.  vs.  Indian  Creek  Valley  et  al. 
April  25 — Chicago,  111. — Examiner  Gault: 

9355— John  Morrell  &  Co.  vs.  C.  B.  &  Q.  et  al. 
April  25 — Kansas  City.  Mo. — Examiner  Koch: 

13353 — American  Asphalt  Roof  Corp.  et  al.  vs.  A.  T.  &  R.  F.  et  al. 
Portions    of    fourth    section    applications    2174    and    2193    of    W.    P. 

Emerson. 

April  25— Washington,  D.  C.— Examiner  Pitt: 
Portions   of  fourth   section   applications   Nos.   12144   of  J.    H.   Glenn: 
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PENNSYLVANIA 
TANK  CARS 


PENNSYLVANIA"  INSULATION 


To  supply  the  transportation  requirements  of  the  trade  for  hauling  Casinghead 
and  Compression  Gasoline  and  other  highly  volatile  liquids,  we  have  designed  and  con- 
structed the  "Pennsylvania"  Insulated  Tank  Car — as  shown  above.  First  Class  Work- 
manship in  strict  conformity  with  A.  R.  A.  requirements  for  this  type  of  car,  goes  into 
the  "Pennsylvania"  Insulated  Tank  Car. 

"Pennsylvania"  Insulation — Steel,  Paint,  Tar  Paper  and  Hair  Felt — preserves  a 
uniformly  lower  temperature  inside  the  tank,  which  reduces  outage  losses  to  a  min- 
imum by  cutting  down  evaporation  due  to  temperature  changes.  "Pennsylvania" 
Insulation  applies  (on  a  larger  scale)  the  same  principles  of  the  well  known  Thermos 
Bottle.  The  '  ii-inch  Steel  Jacket  is  designed  so  that  it  is  moisture  proof — thus  insur- 
ing longer  life  for  the  insulating  materials. 

The  Pennsylvania  Tank  Line  is  prepared  to  lease  insulated  tank  cars  at  attractive 
figures.  May  we  quote  on  your  requirements? 

May  we  convert  your  Class  III  Cars  into  Class  IV  (Insulated)  Cars  at  a  low  cost? 
Write  for  details. 

The  Pennsylvania  Tank  Car  Company 

Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 


New  York 


St. 


Kansai  City 


SHARON.  PENNSYLVANIA 

Tuls. i  Houston 


Denver 


Tampico 


San  Francisco 


*« 


Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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703  of  A.  C.  L.  R.  R.;  1673  of  S.  A.  L.  Ry.;  1548  of  Sou.  Ry.;  789 
of  Qa.  &  Fla.  Ry.;  2029  of  O.  S.  &  F.  Ry.;  1625.  1774  and  1775  of 
C.  C.  McCain. 

April  26 — New  York.  N.  Y. — Examiner  Flynn: 

»  13030— Charles  F.  Gledhill  Co.  vs.  Director  General  and  Pa.  R.  R. 
April  26 — Kansas  City,  Mo.— Examiner  Koch: 

I.  and  S.  1509 — Proportional  rates  on  grain  and  grain  products  from 

Sioux  City,  la. 
April  26 — Argument  at  Washington,  D.  C. : 

I.    and    S.    1483 — Horses    and    mules    from    Kansas    City,    Mo.,    and 
Wichita,   Kan.,   to  New  Orleans.   La.,   Memphis,   Tenn.,   and  other 
poults. 
April  26 — Little  Rock,  Ark. — Arkansas  Railroad  Commission: 

Finance   Docket  2227 — Application  of  Martin  Walsh,  receiver,   Mem- 
phis, Dallas  &  Gulf  R.  R.  Co.,  for  certificate  of  public  convenience 
and  necessity  authorizing:  the  abandonment  of  lines  of  railroad  or 
the    operation   thereof,    under   paragraphs   18    to    21,    inclusive,    of 
Section  1  of  the  interstate  commerce  act. 
April  26 — Beaumont,  Tex. — Examiner  Oliver: 
12683— A.  Kaplan  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 
12740 — Beaumont  Chamber  of  Commerce  vs.  Alexandria  &  Western 

et  al. 

Fourth  Section  App.  628  of  F.  A.  Leland.  • 

12746— Beaumont  Chamber  of  Commerce  vs.  Director  General,  Beau- 
mont, Sour  Lake  &  Western  et  al. 
13502 — Standard   Export   Lumber  Co.,   Ltd.,   vs.   Ala.   &   Miss.   R.   R. 

et  al. 
April  26 — Washington,  D.  C. — Examiner  Jewell: 

12845— Harry  A.  Pitts  vs.  T.  &  P.  et  al. 
April  27 — Argument  at  Washington,  D.  C. : 

Finance  Docket  115& — In  the  matter  of  the  application  of  the  Atlanta 
&  St.  Andrews  Bay  Ry.  Co.  for  a  certificate  of  public  convenience 
and  necessity. 
April  27 — Atlanta,  Ga. — Examiner  McGrath: 

13514 — Blackshear  Mfg.  Co.  vs.  A.  C.  L.  et  al. 
April  27 — Beaumont,  Tex. — Examiner  Oliver. 

12897 — Eastern  Texas  Electric  Co.  vs.  Director  General,  T.  &  N.  O. 
et  al. 

April  27 — Washington,  D.  C. — Examiner  Sweet: 

Finance  Docket  343 — In  the  matter  of  the  application  of  the  Illinois 
Central  R.  R.  Co.  and  Central  Elevator  and  Warehouse  Co.  for  a 
certificate,   under   Section   209   of   the   transportation   act,   1920,   to 
include  operations  of  the  Central  Elevator  and  Warehouse  Co. 
April   28 — Chicago,  111. — Examiner  Gault: 
13079 — H.  J.  Keith  Co.   and  the  John  Lay  ton  Co.,  Inc.,  vs.  Director 

General. 
April  28 — Washington,  D.  C. — Examiner  Jewell: 

13449 — North  Carolina  Pine  Assn.  et  al.  vs.  A.  C.  L.  et  al.     Numer- 
ous  fourth   section   applications  or   portions   thereof   which   relate 
to   rates  on   lumber   and  forest  products   from   southern   to   trunk 
line  and  New  England  points. 
May  1 — Omaha,  Neb. — Examiner  Koch: 

I.  and  S.  1519 — Routing  on  transcontinental  grain  and  grain  products. 
May  1 — Washington,  D.  C. — Examiner  Pattison: 

Valuation  Docket  151 — In  re  tentative  valuation  of  the  properties  of 
Florida  East  Coast  Hy.  Co.  and  Atlantic  and  East  Coast  Ter- 
minal Co. 

May  1 — Chicago,  111. — Examiner  Gault: 
11703 — In  the  matter  of  intrastate  rates  within  the  state  of  Illinois. 

(Petition  of  northern  Illinois  coal  operators.) 
May  1 — Meridian,  Miss. — Examiner  Fleming: 

13391 — The  Meridian  Fertilizer  Co.  vs.  M.  &  O.  et  al. 
May  1 — Washington,  D.  C. — Examiner  Jewell: 

13471— The  Hamill  Coal  and  Coke  Co.  et  al.  vs.  West  Md.  Ry.  et  al. 
May  2 — Wells,  Nev.— Examiner  Keene: 
Finance  Docket  1563 — In  the  matter  of  application  under  paragraphs 


18  to  21,   inclusive,   Section  1,  of  the  interstate  commerce  act  for 
certificate    of   public    convenience    and    necessity    authorizing    the 
abandonment  of  the  Metropolis  branch,  operated  by  the  Southern 
Pacific  Co. 
May  3 — Montgomery,  Ala. — Examiner  Fleming: 

13365 — Roquemore  Gravel  Co.  vs.  A.  &  W.  P.  et  al. 
May  3 — Jacksonville,  Fla. — Examiner  McGrath: 

13381 — Wilson  &  Toomer  Fertilizer  Co.  vs.  Director  General. 
May  3 — Washington,  D.  C. — Examiner  Jewell: 

13482— Cradock  Mfg.  Co.  vs.  Norfolk  Southern. 
May  3  and  4 — Argument  at  Washington,  D.  C.: 
1990 — Texas  express  rates. 
11991 — Georgia  express  rates. 
12093 — California  express  rates. 
12745 — Illinois  express  rates. 
12891 — Arkansas  express  rates. 

392 — North  Dakota  express  rates. 
13066 — Idaho  express  rates. 
13067 — Nevada  express  rates. 
13068 — Arizona  express  rates. 
13069 — Montana  express  case. 
13070 — Utah  express  rates. 

13176 — Public  Service  Commission  of  Nevada  vs.   Am.  Ry.  Exp.   Co. 
May  4 — Salt  Lake  City,  Utah— Examiner  Keene: 

13509— American  Fuel  Co.  of  Utah  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
13428 — Utah  Oil  Refining  Co.  vs.  Director  General. 
May  4 — Birmingham,  Ala. — Examiner  Fleming: 
13512 — American   Lumber   and   Export  Co.    vs.    I'irvctor   General   and 

L.  &  N. 

12832 — Southern  Manganese  Corp.  vs.  L.  &  N. 
May  4 — Washington,  D.  C. — Examiner  Jewell: 

13536— Klaxon  Co.  vs.  A.  G.  S.  et  al. 
May  5 — Savannah,  Ga. — Examiner  McGrath: 

13441 — The  Southern  Cotton  Oil  Co.  vs.  Director  General. 
May  5 — Washington,  D.   C. — Examiner  Jewell: 

13517— Snowden  School  Civic  League  vs.  Washington-Virginia  Ry. 
May  5 — Wilmington,  N.  C. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,   storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  5 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1398^«r.!t  from  I^uisiana  mines  to  Chicago,  St.  Lbuis  and 

intermediate  main  line  points. 
10316 — Traffic  Bureau  of  the  Aberdeen  Commercial  Club  vs.  Director 

Genera],  Ahnapee  &  Western  et  al. 
May  8 — Washington,  D.  C. — Examiner  Kelley: 

*  Valuation   Docket   No.   16 — In  re  tentative  valuation  of  ttife  property 

of  Bowdon  Ry.  Co. 
May  8 — Washington,  D.  C. — Examiner  Pattison: 

*  Valuation  Docket  No.  102 — In  re  the  tentative  valuation  of  the  prop- 

erty of  the  Riverside,  Rialto  &  Pacific  R.  R.  Co 
May  8 — Chicago,  111. — Examiner  H.  W.  Johnson: 

*  Fourth    Section    Applications    1851.    1857,    1858,    1861     1899     860     861 

2295,  2809,  2896,  442.  4012,  4532,  3186,  3193,  1906,  1907  and  others 


May  8 — Chicago,  111. — Examiner  Johnson: 
*  Numerous  fourth  secti< 


tion  applications  of  W.  H.  Hosmer  and  individ- 
ual carriers  which  involve  class  and  commodity  rates  in  and  ad- 
jacent to  Western  Trunk  Line  territory. 


C.   A.   &    N.    BONDS 

The  Canton,  Aberdeen  &  Nashville  Railroad  Company  has 
applied  to  the  Commission  for  authority  to  be  made  a  party  to 
the  joint  application  heretofore  filed  by  the  Illinois  Central  and 
the  Chicago,  St.  Louis  &  New  Orleans  for  authority  to  issue 
$1,924,000  of  5  per  cent  joint  refunding  mortgage  bonds,  because 
its  property  is  security  for  the  bonds. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

DOCKET  13290,  "The  Secretary  of  War,  Operating  Mississippi-Warrior  Service  v.  Aberdeen  &  Rockflsh 
R.  R.  Co.  et  al.,"  concerning  through  routes  and  joint  rail-and-water,  water-and-rail,  and  rail-water- 
and-rall  rates,  Including  rules,  regulations,  transit  privileges,  etc.,  from  all  points  of  origin  on 
the  Mississippi-Warrior  Service. 


Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fic World)  throughout  the  country  except  Washington  should  be  addressed 


to  The  State  Law  Reporting  Company,  official  reporters  to  the  Commission, 
Woolworth   Building,   New   York   City. 

The   charge,   as   fixed   by   the    Commission,    is    12%    cents   per   page  for 
each    copy    furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE      THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN 


GEORGE  L.  BOYLE 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special   attention   to   Freight  Rate   Adjustments 

and   Practice   before    the  Interstate 

Commerce    Commission 

Room  806  American  National   Bank    Building 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and   Counsellors   at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDO.,  WASHINGTON,  D.  C. 

(For  a  number  of  years  attorney  and  ex- 
aminer, Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  years  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Woodward  Building          Washington.  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.   Louis.   Mo. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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What  Determines 
The  Gateway? 


a 


TO   HAVE 

YOU  WANT 
YOU  WANT  IT 
WHEN  YOU  WANT  IT 


shipments  for  the  West  and 
Southwest  do  you  select,  with 
knowledge    of   conditions  and  a 
careful   comparison  of  advantages, 
the   gateway  through  which    your 
6L.    C.    L.'     business   must    pass? 


Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 


Why  I 


Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  intere?*" 
everywhere. 


ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 
describing 
our  transfer- 
service 


More  Than  Two  Mi/lion  Dollars  Invested  in  Facilities 


April  22,  1922 
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AL.ABAMA 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile   to  Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER.  M.n...r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  M«n.Krr 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 


CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  We.t  Adam*  Street 
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Where  they  reach 


~~ — ~- — 

Where  to  reach  them 


Could  you  have  devised  a  better  name  than 

SOUTHERN  PACIFIC  LINES 

to  designate  this  great  transportation  system  ? 


SOUTHERN    Its  rail  lines  parallel  our  southern  border  from 

the  Mississippi  River  to  the  Pacific  Ocean,  and — 

PACIFIC  Follow  the  Sunset  Coast  from  the  Columbia  to 
Mexico,  thence  penetrating  that  interesting  re- 
public for  1500  miles  along  its  western  boundary. 

LINES  Southern  Pacific  rail  and  steamship  lines  reach 
from  the  Hudson  to  the  Columbia,  bounding 
the  nation  on  three  sides,  and  forming  the  only 
transcontinental  transportation  system  in  the 
United  States  under  one  management. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL. 

Copynfht.  I'H.    SiMtmh  Ywr; 

iMeirberof  A.  B.C. 
A  working  tool  for  traffic  men.  both  industrial  and  railroad;  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 


Vol.  XXIX 


SATURDAY,  APRIL  22,  1922 


No.  16 


E.  F.  HAMM. 

HBftY  A.  PALMER.  Editor 

S.  J.  HAMM. 


W.  KELLOGG.  Adwt 


W.  C.  TYLER.  Sonury-Tnut 
E.  C,  VAN  ARSDEL  Buoinot 

A"!.  HE!£ 


Mini** 


OW. 


tn  ptyablt  in  idwnet  And 


•My  >l  ond  of  period  unhu 


ihouU  hi  Md*  p.ymbl.  to  or*r  of  THE  TRAFFIC  SERVICE  COR 

PORATON.  Chotok  tnd  ihould  ta  in  Ch»#>  or  Nn>  York  odiu*. 


TERMS  OP  SUBSCRIPTION 

ONE  YEAR 110.00 

SIX  MONTHS t.M 

TrtlEE  MONTHS VM 

SINGLE  COPY 15 


South  Market  Street. 
CHICAGO,  ILL 


Colorado  Bu.ld.ng.* 
WASHINGTON.  D!  C. 


RAILWAY  WAGES 

Much  of  the  present  railway  wage  muddle  is  due  to 
the  fact  that  the  class  of  railroad  labor  that  is  highest 
pair)  was  not  included  in  the  present  case  before  the 
Railroad  Labor  Board.  For  this,  we  think,  the  carriers 
arc  as  much  to  blame  as  the  board,  which,  by  the  terms 
of  its  strike  settlement  compromise  last  fall,  virtually 
agreed  not  to  entertain  wage  reduction  proposals  against 
the  train  >ervice  employes  until  rules  for  those  classes 
had  been  negotiated.  Since  then  the  railroads  have 
allowed  themselves  to  be  more  or  less  duped  into  try- 
ing to  agree  with  these  men  as  to  the  founding  of  ad- 
justment boards  as  provided  by  the  transportation  act. 
The  net  result  of  this  course  has  been  at  least  six 
months'  delay  in  bringing  the  question  to  a  head. 

The  failure  of  these  attempts  is  shown  by  the  fact 
that  the  board  has  announced  its  intention  to  hold  a 


hearing  on  the  question    of    rules    for    engineers    and 


had  at  least  tacitly  recognized  the  shopmen's  union  by 
appearing  against  it  as  an  organization  in  minor  pro- 
ceedings, the  argument  seems  rather  poorly  timed. 

We  have  never  found  it  necessary  to  uphold  the 
cause  of  trade  unionism  and  we  are  not  attempting  to 
do  so  now.  We  are  simply  trying  to  say  that,  in  com- 
mon fairness,  there  should  be  no  discrimination  prac- 
ticed against  anyone — not  even  a  railroad  labor  organi- 
zation. 

It  is  difficult  to  become  enthusiastically  sympathetic 
with  the  railroads  in  their  attempt  to  cut  the  wages  of 
men  who  are  admittedly  making  as  little  as  $80  and  $90 
a  month  after  years  of.  railroad  service,  while  the  higher 
paid  classes  are  leaning  back  and  smiling,  secure  in 
the  knowledge  that  their  wages  will  not  be  disturbed 
for  some  time  to  come. 

Incidentally,  in  an  editorial  last  week  on  the  sub- 
ject of  railway  wages  we  used  language  that  was  capa- 
ble of  being  and  has  been  misunderstood  in  some  quar- 
ters. We  said,  in  effect,  that  the  Railroad  Labor  Board 
was  not  charged  with  determining  the  proper  level  of 
wages  with  relation  to  the  cost  of  living,  but  with  the 
duty  of  seeing  that  the  railroads  were  compelled  to  pay 
their  labor  as  much  as  was  paid  in  other  lines  of  indus- 
try for  similar  labor  and,  on  the  other  hand,  of  seeing 
that  the  carriers  were  not  compelled  to  pay  more  than 
was  paid  by  other  industries.  We  did  not  mean  that, 
under  the  law,  the  board  is  bound  to  restrict  itself  to 
such  considerations.  The  law  is  broad  and  mentions  a 
number  of  things  that  the  board  may  take  into  account. 


firemen. 


,  .We  meant  that,  in  our  opinion,  that  ought  to  be  the 


Just  why  the  train  service  brotherhoods  should  be 
pampered  aristocrats  of  the  railroad  labor  world  we  are 
unable  to  understand.  True,  in  case  of  a  strike  of  engi- 
neers and  conductors,  trains  would  cease  running  im- 
mediately. But  the  real  reason  for  this  favored  posi- 
tion, we  believe,  is  the  fact  that  they  are  the  older 
organization.  Formerly  they  were  stronger  but  that 
advantage  is  being  slowly  overcome.  This  is  well  illus- 
trated by  what  we  consider  to  be  the  weak  point  in  the 
Pennsylvania's  case  against  the  board.  That  road  has 
refused  to  negotiate  with  the  system  federation  of  -hop 
craft  workers  while,  at  the  same  time,  having  in  force 
on  its  lines  agreements  with  the  "Big  Four."  The  rea- 
son given  is  that  the  brotherhoods  were  recogni/«'<l  as 
part  of  the  Pennsylvania's  "family"  main  years  ago. 
whereas  the  shopmen  never  organized  until  the  time  of 
the  Railroad  Administration.  Coming  almost  two  years 
after  government  operation  ceased  and  after  the  road 
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result  of  the  board's  conclusions. 


THE  THORNE  PLATFORM 
In  Clifford  Thome's  announcement  of  his  candi- 
dacy for  the  position  of  United  States  Senator  from 
Iowa  he  says  the  laws  governing  our  railroads  must  be 
revised — that  "the  section  of  the  transportation  act  con- 
taining the  so-called  guaranty  or  government  assurance 
clause  should  be  repealed  and  the  powers  of  the  states 
should  be  restored  as  they  existed  immediately  prior  to 
the  federal  control  of  the  railroads."  He  promises  the 
public  a  fuller  discussion  of  these  propositions  soon,  but 
for  the  present  that  is  all  we  have. 

It  is  not  our  intention  to  oppose  Mr.  Thome  for 
the  position  he  seeks  nor  to  make  any  special  campaign 
against  the  principles  in  his  platform  because  they  are 
hi-.  It  is  only  because  he  thus  makes  a  public  issue  of 
these  matters  ami  again  brings  them  prominently  into 
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AMERICAN-HAWAIIAN  STEAMSHIP  COMPANY 

UNITED  AMERICAN  LINES,  Inc.,  Managing  Agents 

Record  for  Year  1921  of  West-bound   Intercoastal   Service  to  Pacific  Coast  Ports 

STEAMER 

BOSTON 

NEW  YORK 

PHILADELPHIA 

Scheduled 

Sailed 

Scheduled 

Sailed 

Scheduled 

Sailed 

Texan  

December  31 
January       1  7 
February      2 
February     1  5 
March    "        1 
March            8 
March         22 

April              5 
April            19 
May               7 
May             18 
May             28 
June 
June             18 
June            29 
July               9 
July             20 
July             30 
August        10 
August        20 
August        27 
September    3 

On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 

December   29 
January        1  5 
January       29 
February      12 
February     26 
March    "       12 
March          26 
April              2 
April              9 
April            23 
May              II 
May             21 
June                 1 
June              1  1 
June             22 
July              2 
July              13 
July             23 
August 
August      *I3 
August        24 
August        31 
September     7 
September  14 
September  21 
September  28 
October          5 
October        13 
October       20 
October       27 
November     3 
November   10 
November  1  7 
November  24 
December      1 
December     8 
December    1  5 
December   22 
December   29 

On  time 
On  time 
1  day  late 
On  time 
I  day  late 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
1  day  late 
On  time 
On  time 
On  time 
On  time 
1  day  late 
1  day  late 
4  days  late 
3  days  late 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 

C/5 

(D 

•o 

f-t- 

Fortnightly  service  from  Philadelphia 
O"  inaugurated  September  10th". 

•-( 

O 

Arizonan  

Alaskan  
lowan  
Floridian  
Mexican  

Ohioan  
Pennsylvanian 
Texan  

On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 
On  time 

Arizonan  

lowan.         t  .  . 

Floridian.    .  .  . 

Alaskan  

Mexican  ....... 
Ohioan  

Pennsylvanian 
Texan  

American   .... 

lowan 

*Minnesotan.  .  . 
Manulani  
Arizonan  
Alaskan  
Floridian  
Mexican  

On  time 

September  1  7 

On  time 

Ohioan 

September  24 
October         8 

On  time 

Pennsylvanian 
Panaman  
Texan  
Kentuckian    . 
Dakotan  
Virginian    .    .  . 

October         1 

On  time 

On  time 

October       1  5 
October      29 

On  time 

October       22 

On  time 

On  time 

SJovember    5 

On  time 

Minnesotan  .  .  . 
lowan 

November  12 

On  time 

Movember  19 

On  time 

Alaskan  

November  26 

On  time 

American 

December     3 

On  time 

Mexican  

December  10 
December  24 

On  time 

Hawaiian  
Panaman  

December  1  7 
December  3  1 

On  time 
On  time 

On  time 

if  Originally  scheduled  to  sail  August  1  3th  in  our  10-day  schedule  but  changed  to  August  1 

SUMMARY       TOTAL  CLEARANCES  78           Averag* 
SailedOn  Time    -        -        -     71     -    92%                                           L 
Sailed  One  (1)  Day  Late     -5-6%                                           <s 
Sailed  Three  (3)  Days  Late        1-1%                                           « 
Sailed  Four  (4)  Days  Late  -1-1%                                           j 

7th  to  conform  to  our  weekly  schedule. 

s  voyage  time  from  NEW  YORK  to— 
.OS  ANGELES  HARBOR              19  days  * 
AN  FRANCISCO                             22  days 
EATTLE                                              29  days 
ORTLAND                                         35  days 
*  Average  last  six  months  18  days 

Service,  as  to  regularity  of  sailings;— 

78        100% 

A  RECORD  comparable  with  any  Steams 
and  superior  to  any  other  West- 
average  voyage  time  1 

PRESENT  SCHEDULE 

NEW  YORK           -    every  THURSDA\ 
BOSTON                     -     every  other  SATUI 
PHILADELPHIA  -    every  other  SATUI 

General  Offices:  3S 

BRj 

BOSTON—  40  Central  Street 
CHICAGO—  327  South  La  Salle  Street             ROCHESTE 

General  Pacific  Coast  Agents:  William: 

hip  Passenger 

bound  Intercoastal  Service  performance  in 
o  ALL  PACIFIC  COAST  PORTS 

OF  WESTBOUND  SAILINGS:— 

r 

IDAY  (Apr.  22.  May  6.  May  20).  Fortnightly  thereafter 
IDAY   (Apr.  24.  Apr.  29,  May  13).  Fortnightly  thereafter 

I  BROADWAY,  New  York 

VNCH  OFFICES: 

PHILADELPHIA—  Bourse  Building 
R—  Commerce  Building                         PITTSBURGH—  Oliver  Building 

,  Dirnond  &  Co.,  310  Sansome  Street,  San  Francisco 

April  :>.'. 
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view  that  we  discuss  them  at  this  time.  There  is  noth- 
ing new  in  our  views  <>n  these  things,  nor  in  his,  either, 
that  we  know  of.  Hut  when  a  man  seeks  to  be  elected 
to  the  United  States  Senate  that  he  may  do  what  he 
can  to  make  his  view.-,  take  form  in  law,  public  discus- 
sion, with  a  view  to  understanding,  is  timely. 

The  rate-making  section  of  the  law  to  which  Mr. 
Thome  object-  is  the  section  providing  that  the  Com- 
mission shall  make  rates  so  that  the  railroads,  as  a 
whole  or  by  group-,  shall  be  enabled  to  earn,  as  nearly 
as  may  be,  a  fair  return  i  to  IK-  established  by  the  Com- 
mission) on  the  value  itixe«l  by  the  Commission)  of 
their  property  used  for  transportation  purposes,  pro- 
vided that,  for  the  first  two  years,  the  fair  return  shall 
be  fixed  at  five  and  a  half  or  six  per  cent. 

\Ve  should  like  to  know  s|>ecifically  just  what  it  i- 
in  thi-  -.-.tion  that  Mr.  Thome  and  those  who  think  :i- 
he  does  object  to,  and  why.  Certainly  they  cannot  ob- 
ject to  the  carriers  earning  a  fair  return  and,  if  not,  they 
cannot  object  to  stating  that  principle  in  the  law.  In 
so  far  as  their  objection  may  be  that  five  and  a  half  oT 
MX  per  cent  is  too  high  a  rate  of  return  or  that  it  is  un- 
\\i-e  to  fix  any  specific  rate  of  return  by  law,  their  ob- 
jection is  academic  now,  for  the  first  two  year-  of  opera- 
tion under  the  law  have  expired  and  the  Commi-sion 
has  recently  concluded  an  inquiry,  one  of  the  purp. 
of  which  was  to  determine  what  it  should  do  as  to  a 
rate  of  return  for  the  future. 

We  understand  that  they  do  object  to  the  valuation 
fixed  by  the  Commi-  being  too  high;  but  that  i- 

an  objection,  of  course,  to  an  act  of  the  Commission 
and  not  to  the  law,  except  as  the  law  may  permit  such 
a  Commi--ion  to  make  such  an  error.  But  -oinet>ody 
ha-  to  do  something  under  almost  any  kind  of  law  that 
could  be  framed. 

If  the  objection  (-till  academic,  for  the  same  rea- 
son) be  that  the  rate  of  return  fixed  by  the  Commission 
has  resulted  in  freight  rates  that  arc  higher  than  they 
should  be,  the  answer  i-  that  the  carriers  have  not  come 
anywhere  near  earning  the  net  revenue  that  the  Com- 
mission intended  they  should  earn  and,  surely,  law  <>r 
no  law,  Mr.  Thorne  and  his  followers  would  not  ha\e 
them  earn  less  than  they  have  earned.  Surely,  also,  if 
there  is  any  way  in  which  they  could  have  earned  mofe^ 
than  they  have  earned,  it  i-  not  this  law  that  has  pre- 
vented them  from  doing  so,  f.,r  the  law  places  no  bar- 
rier to  lower  rates  that  will  increase  traffic  and  thus 
increase  revenue,  nor  to  any  other  mom-y--aving  or 
money-making  device. 

We  desire  earnestly,  as  we  said,  to  know  just  what 
it  is  in  the  law  that  these  people  object  to,  ju-t  why 
they  object,  and  just  what  they  propose  in  its  place. 

Possibly  the  answer  is  to  be  fount!  in  the  second 
part  of  Mr.  Thome's  railroad  platform,  which  declares 
that  "the  powers  of  the  states  should  be  restored  as  they 

ted  immediately  prior  to  the  federal  control  of  the 
railroads."      Manifestly,   the   fact   that   the   Commission, 
under  the  law,  must  consider  the  railroads  as  a  whole 
or  by  large  groups  in  passing  on  their  revenue  needs,  is 
a   strong   argument    for    federal    control    over    so-called 
'es;  and  it  follows  that  one   with  a  passion  for 
control,  as  opposed  to  such  federal  control,  would 


be  likely  to  attack  the  present  rate-making  law,  whether 
he  admitted  that  to  be  a  reason  for  his  attack  or  not. 

Mr.  Thorne,  during  and  since  his  connection  with 
the  Iowa  state  commission,  has  always  been  a  champion 
of  so-called  state  rights  in  this  connection.  He  is  now 
making  a  campaign  on  that  platform.  We  have  yet  to 
hear,  but  should  be  glad  to  hear  from  him  or  any  of  his 
followers,  some  convincing  argument  as  to  why  the 
problem  of  the  railroads  should  not  be  viewed  nation- 
ally and  as  to  why,  if  it  is  viewed  nationally,  there 
should  be  any  interference  by  states  that  would  make 
-ible  a  lower  level  of  rates  in  those  states  than  on 
the  same  kind  of  traffic  moving  interstate. 

There  has  been  much  sentimental  talk  about  the 
federal  government  interfering  with  local  government, 
but  there  is  nothing  in  such  sentiment.  To  make  it  con- 
vincing, some  damage  must  be  shown  to  the  citizens  of 
a  state  from  a  course  that  regulates  railroad  rates  by 
federal  power.  Where  is  the  damage?  There  is  much 
talk  from  members  of  state  commissions,  too,  manifestly 
and  naturally  because  federal  regulation,  in  so  far  as 
it  excludes  state  regulation,  decreases  the  power  and 
the  dignity  of  the  state  commissioners.  But  the  public 
policy  should  not  be  made  with  a  view  to  keeping  some- 
body in  a  good  job  at  a  good  salary.  The  jobs  and  the 
salaries  arc  for  those  charged  with  carrying  out  the 
public  policy  after  that  policy  has  been  declared.  More- 
over, there  is  plenty  for  state  public  utility  commission- 
er- to  do  without  meddling  with  railroad  rates  in  any 
respect  not  strictly  local. 

Mr.  Thome's  candidacx.  ii  he  makes  any  sort  of 
campaign  along  these  transportation  lines,  ought  to  re- 
sult in  clarifying  the  situation  and  bringing  about  a  bet- 
ter public  understanding.  Certainly,  that  will  be  the 
re-ult  if  he  i-  elected  for,  in  such  case,  he  can  be  de- 
pended on  to  do  his  best  to  enact  his  views  into  law, 
and  such  an  attempt  will  be  met  forcibly.  It  would  be 
interesting  to  see  Mr.  Thorne  in  the  Senate  with  Sena- 
tor Cummins,  probably  the  best  informed  man  on  trans- 
portation matters  now  in  the  Senate,  as  his  colleague 
from  Iowa.  Their  views,  in  many  respects,  are  dia- 
metrically opposed,  and  both  have  the  courage  of  their 
convictions  and  the  ability  of  expression. 


WRITTEN  STATEMENTS  OF  RATES 

Thi    Traffic    World    Washington   Burtau 

Representative  Purnell  of  Indiana  has  introduced  a  bill 
m  R.  11322)  to  amend  paragraph  11  of  section  6  of  the  inter- 
state commerce  act  relating  to  carriers  furnishing  written  state- 
in*  nts  of  rates  by  adding  the  following  paragraph: 

<tu  In  addition  to  the  above,  In  cases  where  the  person  or  company 
making  such  request  suffers  damage  In  consequence  of  the  mlsstat>>- 
nient  of  the  rate  and  such  mlsstatement  was  made  In  good  faith  ami 
without  the  connivance  of  such  person  or  company,  the  carrier  xhall 
l»-  liable  to  such  person  or  company  for  the  full  amount  of  mich  dam- 
age. Such  liability  shall  N-  enforced  |,>  complaint  to  the  Commission 
In  acordancc  with  the  provisions  of  paragraph  (1)  of  section  13  Sub- 
sequent proceedings  In  relation  thereto  and  to  the  enforcement  of 
any  order  for  the  p,-i>ment  of  money,  made  by  the  Commission  upon 
Kiich  complaint,  shall  be  the  same  as  In  the  case  of  other  complaints 
under  such  paragraph. 

USE   OF   WOODEN   CARS 

On  suggestion  of  the  Commission,  Senator  Harris  of  Georgia 
has  modified  a  bill  Introduced  by  him  providing  for  use  of  sled 
paasenger  cars  by  the  railroads  so  that  It  provides  that  carriers 
shall  not  use  wooden  cars  between  or  ahead  of  steel  or  steel 
underframe  cars.  The  Commission,  to  which  the  measure  was 
referred,  said  that  the  question  of  requiring  the  carriers  to  re- 
place all  wooden  earn  with  steeel  cars  should  be  studied  for  a 

.  and  pointed  out  that  In  Homo  instances  the  roadbed  and 
structures  might  not  he  heavy  enough  to  support  all-steel  trains. 
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GENERAL  RATE  DECISION  DELAY 

The   Traffic   World   Washington  Bureau 

Near  the  end  of  the  third  week  In  April  there  were  no  indi- 
cations that  the  Commissioners  were  near  a  conclusion  of  their 
discussions  on  the  facts  developed  in  their  general  rate  inquiry. 
Commissioner  Esch's  optimism  about  a  report  in  the  first  week 
of  April  resulted  in  some  chaffing  of  the  Commissioners,  es- 
pecially after  it  became  fairly  well  established  that  there  were 
strongly  divergent  views  which  would  have  to  be  brought  into 
harmony  before  there  could  be  a  report  that  would  command  the 
support  of  a  decidedly  large  majority. 

Although  there  has  been  nothing  in  any  of  the  utterances 
of  the  Commissioners  upon  which  to  base  the  impression,  it  is  a 
fact  however,  that  they  are  believed  to  be  making  harder  efforts 
than  usual  to  agree  upon  something  that  can  be  supported  by  say 
eight  or  nine  of  the  eleven  Commissioners.  The  fact  that  the 
report  on  the  investigation  into  the  contracts  with  outside  shops 
for  the  repair  of  engines  of  the  Pennsylvania,  New  York  Central 
and  Atlantic  Coast  Line  did  not  appear  to  create  much  of  a  pop- 
ular stir  has  been  noted  and  there  is  an  inclination  to  attribute 
that  lack  of  effect  to  the  fact  that  the  report  was  made  by  a  bare 
majority  instead  of  by  the  whole  Commission  or  by  an  over- 
whelming majority  thereof.  The  Commissioners  are  believed  to 
be  desirous  of  the  good  opinion  of  the  public,  such  as  it  is  sup- 
posed would  follow  the  issuance  of  a  report  signed  by  practically 
all  the  Commissioners  and  bearing  internal  evidence  of  pain- 
staking consideration  of  the  law  and  the  facts  from  every  pos- 
sible reasonable  angle. 

The  fact  that  Commissioner  Esch  was  so  optimistic  has 
caused  an  unusual  number  of  inquiries  to  be  made  at  the  offices 
of  the  Commission,  not  as  to  what  the  decision  will  be,  but  as  to 
how  soon  something  may  be  expected.  Estimates  by  Commis- 
sioners, in  advance  of  actual  agreement,  it  is  believed,  could  be 
based  on  nothing  more  than  a  hope  that  the  disputes  would  all  be 
threshed  out  by  such  and  such  a  time,  and  at  best  would  be  no 
more  than  a  guess  as  to  how  long  each  Commissioner  would  in- 
sist upon  discussing  the  points  experience  had  shown  were  of 
greater  interest  to  him  than  any  other. 

No  estimate  by  any  man  who  has  had  much  to  do  with  the 
work  of  the  Commission  calls  for  a  report  before  April  29.  The 
inclination  on  the  part  of  most  of  those  making  estimates,  it  ap- 
pears, is  to  look  for  the  report  even  later  than  the  day  in  April 
before  mentioned.  Estimates  running  to  the  middle  of  May  are 
not  uncommon. 


NEBRASKA  RATE  CASE 

Thf  Tragic  World   Washington  Bureau 

The  Nebraska  commission  has  petitioned  the  Interstate 
Commerce  Commission  for  a  reopening  of  the  Nebraska  intra- 
state  rate  case  so  that  the  Commission's  order  may  be  vacated. 
The  Nebraska  commission  set  forth  in  its  petition  that  April  7 
it  had  vacated  its  order  prescribing  intrastate  rates  lower  than 
the  Ex  Parte  74  level  of  rates,  thus  removing  all  discrimination 
found  by  the  Commission  in  the  Nebraska  case. 

Nebraska  has  followed  the  action  of  Kansas,  Illinois  and 
Indiana.  The  Commission  has  set  aside  its  orders  in  Kansas 
and  Indiana.  It  has  not  yet  acted  in  the  case  of  Illinois,  but  is 
considering  the  withdrawal  of  its  order  there. 

The  committees  of  the  state  commissions  and  of  the  Com- 
mission on  co-operation  will  meet  again  in  Washington,  April  28. 


ILLINOIS    ORDER    VACATED 

Tin  Traffic  World  Washington  Bureau 

The  Commission  has  discontinued,  April  20,  No.  11703,  intra- 
state rates  within  Illinois,  and  vacated  and  set  aside  its  orders 
in  that  case  by  means  of  which  it  brought  the  Illinois  rates 
on  freight,  and  milk  and  cream  to  the  Ex  Parte  74  level.  Thereby 
the  Illinois  Commerce  Commission  has  been  restored  to  the 
power  over  Illinois  intrastate  rates  which  it  lost  when  its  prede- 
cessor, the  Public  Utilities  Commission,  forbade  the  carriers  to 
raise  the  intrastate  rates  to  the  level  ordered  by  the  national 
body  in  Ex  Parte  74. 


COMMISSION   ORDERS 

On  consideration  of  the  complaint  in  No.  13602,  Ohio  &  Ken- 
tucky Ry.  Co.  vs.  L.  &  N.  R.  R.  Co.  et  al.,  the  Commission  has 
assigned  the  case  for  hearing  and  has  ordered  the  complainant 
and  each  defendant  to  file  certain  statements  showing  division 
of  freight  rates,  tonnage,  ton-mile  earnings,  etc.,  for  the  record. 

The  Commission  has  permitted  The  Youngstown  Sheet  & 
Tube  Co.,  Republic  Iron  &  Steel  Co.,  The  Brier  Hill  Steel  Co., 
Sharon  Steel  Hoop  Co.,  The  Struthers  Furnace  Co.  and  A.  M. 
Byers  Co.  to  intervene  in  No.  13445,  Lackawanna  Steel  Co.  et 
al.  vs.  P.  R.  R.  et  al. 

S.  B.  Bennett  et  al  have  been  permitted  to  intervene  in 
No.  13627,  Burnett-Yount  Horse  &  Mule  Co.  et  al.  vs.  Abilene  & 
Southern  Ry.  Co.  et  al. 

On  application  to  the  Commission,  the  Michigan  Hardwood 


Manufacturers'  Association  have  been  authorized  to  intervene 
in  No.  13449,  North  Carolina  Pine  Ass'n  et  al.  vs.  A.  C.  L.  et  al. 

The  O.  &  W.  Thum  Co.  have  been  permitted  to  intervene  in 
No.  13157,  Western  Paper  Makers  Chemical  Company  vs.  Director- 
General,  Alabama  Central  R.  R.,  et  al. 

The  Commission  permitted  the  Grand  Island  Chamber  of 
Commerce  to  intervene  in  No.  13539,  Omaha  Chamber  of  Com- 
merce, Traffic  Bureau,  et  al.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

The  Press  Coal  Company  has  been  permitted  to  intervene  in 
No.  13447,  The  Zion  Institutions  &  Industries  vs.  Evansville, 
Suburban  &  Newburgh  Railroad  Company  et  al. 

The  Commission  has  ordered  that  the  report  entered  in  No. 
11950,  et  al.,  Minnesota  &  Ontario  Paper  Co.  et  al.  vs.  Nor.  Pac. 
Ry.  et  al.,  on  March  14,  be  modified  on  page  587,  by  changing 
the  figures  "4.5"  in  the  column  headed  "Minnesota  group  dif- 
ferential," opposite  "Davenport,  Iowa,"  to  read  "5." 

The  Board  of  City  Development  of  the  City  of  Amarillo, 
Texas,  Panhandle-Plains  Chamber  of  Commerce,  the  Atchison 
Chamber  of  Commerce,  El  Paso  Chamber  of  Commerce  and 
the  Waco  Chamber  of  Commerce  were  permitted  to  intervene 
in  No.  13535,  The  Corporation  Commission  of  Oklahoma  vs. 
Aberdeen  &  Rockfish  Railroad  Company,  et  al. 

The  Commission  has  given  permission  to  the  Port  Arthur 
Chamber  of  Commerce  and  Shipping  and  the  Galveston  Commer- 
cial Association  to  intervene  in  No.  13510,  Baltimore  Chamber 
of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 

The  Philadelphia  Chamber  of  Commerce  was  permitted  to 
intervene  in  No.  13548,  Maritime  Association  of  the  Boston 
Chamber  of  Commerce  et  al.  vs.  Ann  Arbor  R.  R.  et  al. 

On  complainant's  application  in  No.  9977,  The  Chicago  Live 
Stock  Exchange  vs.  A.  T.  &  S.  F.  Ry.  et  al.,  and  12614,  the  Chi- 
cago Live  Stock  Exchange  vs.  Director-General,  A.  T.  &  S.  F.  Ry. 
et  al.,  the  Commission  has  reopened  this  proceeding  for  further 
hearing  and  consolidated  the  two  cases,  which  will  be  assigned 
for  a  hearing  at  a  time  and  place  to  be  hereafter  fixed 

The  Commission  has  reopened  No.  11455,  Manufacturers' 
Association  of  York,  Pa.,  vs.  P.  R.  R.  et  al.,  for  further  hearing. 

On  further  consideration  of  the  record  and  of  the  com- 
plainant's petition  to  broaden  the  scope  and  application  of  the 
Commission's  order  on  February  6,  reopening  this  case  for 
further  hearing,  the  Commission  has  amended  No.  11842,  Gen- 
eral Iron  Works  vs.  Director-General,  C.  C.  C.  &  St.  L.  Ry.,  et  al., 
so  as  to  reopen  the  case  for  further  hearing  upon  all  the  issues 
involved  in  the  complaint. 

The  Commission  has  ordered  that  the  effective  date  of  the 
order  entered  in  the  proceedings,  in  No.  11950,  et  al.,  Minnesota 
&  Ontario  Paper  Company  et  al.  vs.  Northern  Pacific  Railway 
Co.  et  al.,  be  postponed  to  June  15  and  that  the  order  be  amended 
so  as  to  permit  the  defendants  to  establish  rates  in  compliance 
therewith  upon  not  less  than  twenty  days'  notice  to  the  Com- 
mission and  to  the  public  in  the  manner  prescribed  in  section 
6  of  the  interstate  commerce  act. 

The  Commission  has  assigned  a  hearing  in  No.  13549,  Divi- 
sions of  joint  rates,  fares  and  charges  on  traffic  interchanged 
between  the  Nevada-California-Oregon  Railway  and  its  connec- 
tions, and  has  also  ordered  that  the  said  railroad  to  file  state- 
ments with  them  showing  the  volume  of  freight  interchanged 
with  the  Western  Pacific  Railway  and  Southern  Pacific  Company. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to  in- 
tervene in  No.  13611,  Northern  States  Power  Company  vs.  A.  T. 
&  S.  F.,  et  al.,  and  No.  13611,  Sub.  1,  John  Morrell  &  Company, 
vs.  A.  T.  &  S.  P.,  et  al. 


McCHORD  AND  HARDING  CONFER 

The  Traffic  World  Washington  Bureau 

Chairman  McChord  of  the  Commission  conferred  with  Presi- 
dent Harding,  April  20,  at  the  White  House.  He  was  with  the 
President  a  little  less  than  an  hour.  After  the  conference  he 
declined  to  say  what  had  been  discussed.  Questioned  as  to 
whether  the  President  was  getting  impatient  about  the  decision 
in  the  general  rate  case,  McChord  replied  that  the  President 
did  not  interfere  in  such  matters. 


THORNE   TO    RUN    FOR    SENATE 

Clifford  Thome  has  decided  to  run  for  senator  from  Iowa. 
His  candidacy  for  the  senatorship,  as  successor  of  William  S. 
Kenyon,  on  the  Republican  ticket,  was  announced  April  15. 
Mr.  Thome,  whose  law  offices  are  in  Chicago,  has  maintained 
his  home  at  Washington,  la. 

In  a  statement  issued  at  the  time  he  announced  his  candidacy 
for  senatorship,  Clifford  Thome  had  this  to  say  about  the  rail- 
roads: 

The  laws  governing  our  railroads  must  be  revised.  That  section 
of  the  transportation  act  containing  the  so-called  guaranty  or  gov- 
ernment assurance  clauses  should  be  repealed,  and  the  powers  of 
the  states  should  be  restored  as  they  existed  Immediately  prior  to 
the  federal  control  of  the  railroads.  In  making  such  changes  in  the 
law,  nothing  is  intended  that  will  work  injustice  against  these  great 
arteries  of  trade,  which  are  essential  to  the  welfare  of  the  entire 
community  and  must  receive  an  adequate  compensation.  I  shall  take 
occasion  to  discuss  both  of  these  propositions  at  length  within  the 
next  few  days. 


April  22. 
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State  Commission*  Forgiven. — Abrogation,  by  the  Commis- 
sion, of  its  orders  in  the  state  rate  cases,  in  which  the  authori- 
ties have  withdrawn  the  orders  which  prevented  the  establish- 
ment of  the  Ex  Parte  74  level  of  rates,  it  is  believed,  will  re- 
duce the  tension  between  the  state  and  national  authorities  to 
a  considerable  degree.  Had  the  national  body  not  vacated  its 
order  In  the  Louisiana  case  long  before  the  friction  was  seized 
upon  as  political  material  by  certain  congressmen,  the  fact  that 
It  is  now  vacating  orders  In  such  cases  almost  as  a  pro  forma 
matter,  might  be  suggested  as  evidence  that  It  was  playing 
politics.  The  alacrity  with  which  It  removed  its  orders  from 
the  backs  of  the  Louisiana  authorities,  however,  tends  to  re- 
lieve the  commissioners  of  any  imputation  that  they  are  seek- 
ing the  good-will  of  those  who  were  not  greatly  pleased  with 
what  the  commissioners  did  when  they  took  the  widest  step 
possible  under  sections  13  and  15a.  Louisiana  was  given  abso- 
lution as  soon  as  she  rescinded  her  orders  and  enabled  the 
national  commissioners  to  say  there  was  nothing  for  their  order 
to  operate  upon.  That  was  done,  notwithstanding' the  objec- 
tions of  the  railroads  and  of  the  Mississippi  Interests  that 
caused  the  order  to  be  laid  upon  the  backs  of  those  who  started 
the  Shreveport  case,  on  the  theory  that  the  uncertain  category 
of  states'  rights  certainly  did  not  contain  a  right  for  one  state 
to  oppress  the  people  of  another  by  making  rates  that  caused 
unjust  discrimination  to  fall  upon  all  IU  neighbors.  Louisiana 
was  the  first  to  complain  against  a  neighbor.  It  was  also  the 
first  to  get  out  from  under  the  order  that  absolutely  tied  the 
hands  of  Its  local  authorities  to  deal  with  local  situations,  fairly 
and  justly,  with  no  more  menace  to  them  and  their  acts  than 
exists  by  reason  of  a  law  giving  the  national  authorities  th«- 
right  and  duty  to  review  their  acts.  If  and  when,  and  then  only. 
the  carriers,  or  some  other  state,  alleged  that  what  they  have 
done  constituted  an  unjust  discrimination  against  commerce 
between  the  states.  Whether  Texas,  the  state  called  Into  the 
national  woodshed  to  receive  that  which  Congress  has  said, 
since  the  event,  she  deserved,  will  purge  herself  of  contempt, 
so  to  speak.  Is  one  of  the  things  about  which  the  Texans  might 
speculate  without  hurting  any  of  their  neighbors.  The  Com- 
mission has  dealt  with  local  situations  in  that  state  by  saying 
that.  In  such  and  such  a  case,  there  was  no  such  competition 
between  the  local  hauls  In  Texas  and  those  between  Shi 
port  and  points  In  Texas  as  to  make  it  necessary  to  enforce 
Its  order  or  orders  In  the  various  Shreveport  case*.  In  that 
way  the  Texas  commission  has  been  restored  to  a  measure  of 
authority,  much  less,  however,  than  the  authority  restored  to 
Ixxilslana  and  the  other  states  that  have  been  granted  pardon 
because  they  confessed  their  sins  and.  by  Implication,  at  least, 
promised  not  to  repeat. 


Compulsory  and  Voluntary  Consolidations. — It  Is  suspected, 
by  those  who  have  thought  on  the  subject,  that  the  trouble  the 
Commission  Is  having  with  the  application  of  the  New  York  Cen- 
tral to  acquire  the  packer  railroads  In  Chicago  will  make  It 
exceedingly  cautious  in  dealing  with  the  question  of  railroad 
consolidation:  that  Is  to  -say.  It  is  believed  the  Commission, 
even  after  It  has  heard  arguments  on  the  consolidation  question, 
which  comes  up  April  24.  will  not  run  with  Joy  asking  Congress 
to  enact  legislation  making  consolidation  compulsory.  In  the 
eyes  of  many,  apparently,  consolidation  has  been  almost  a  spe- 
cific for  the  Ills  that  afflict  the  country,  or  are  supposed  to 
afflict  it.  One  of  the  big  thoughts  has  been  economy  In  opera- 
tion. 8.  Davles  Warfleld  has  been  talking  much  along  that 
line.  Very  few  men.  It  Is  believed,  had  any  Idea  there  had 
been  as  much  unification  among  the  railroads  as  was  shown 
by  the  testimony  of  Julius  Kruttschnltt  In  the  Cummins  Inves- 
tigation. His  Idea  was  to  show  the  public  that  the  railroads, 
ithout  the  compulsion  of  law.  In  their  own  selfish  interest, 
had  unified  their  terminals  and  operated  as  one  system  to  a 
much  greater  extent  than  might  be  inferred  from  the  publicity 
in  behalf  of  Mr.  Warfleld's  plans  and  the  publicity  of  the  Rail- 
road Administration.  Mr.  Kruttschnltt  tried  to  show  the  rail- 
road* had  unified  wherever,  almost,  a  dollar  could  be  saved 
Hnd  that  where  they  had  not  unified  It  was  because  the  profit 
was  not  even  reasonably  certain. 

The  talk  about  the  economies  to  be  obtained  by  consoli- 
dation or  unification,  brings  to  mind  the  offer  made  by  Louis 
D.  Brandels.  now  an  associate  justice  of  the  Supreme  Court  of 
the  United  States,  to  bring  engineers  to  the  witness  stand  in 
the  1910  advanced  rate  case,  who  would  testify  about  how  to 
make  savings  of  11,000.000  a  day.  The  Commission,  not  being 
mpowered  to  manage  the  railroads,  did  not  accept  his 
Besides,  some  of  the  hard-boiled  men  who  were  then 
commissioners  seemed  to  have  a  suspicion  that  the  hard-boiled 
men  whose  money  was  Invested  In  the  railroads  were  always 


looking  for  men  who  could  prove  to  them  that  $1,000,000  a  day 
could  be  saved,  and  would  look  into  the  offer  made  by  Mr. 
Brandels.  But  nothing  ever  came  of  the  matter.  The  engi- 
neers who  knew  so  much  more  than  the  men  who  had  Invested 
their  money  did  not  seem  to  be  able  to  make  even  a  prima 
facie  showing  to  the  men  who  were  not  getting  fair  dividends 
on  their  Investments.  One  of  the  things  men  who  have  money 
are  supposed  to  be  keenest  about  is  to  find  other  men  who 
can  give  their  money  profitable  employment.  Because  the  late 
I.  P.  Morgan  seemed  to  be  able  to  make  more  money  for  others, 
he  never  had  any  trouble  in  getting  money  for  the  enterprises 
he  was  willing  to  underwrite.  The  only  big  "bloomer"  he  ever 
"pulled"  was  when  he  dipped  Into  the  merchant  marine  game. 
One  reason  why  rich  men  are  rich,  it  is  been  thought  by  those 
who  have  analyzed  successes,  is  that  they  seemed  to  be  able 
to  avoid  the  schemes  that  would  cause  them  permanently  to 
part  with  any  considerable  amount  of  their  own  money  or  that 
of  those  who  trusted  In  their  judgment.  John  Hays  Hammond, 
the  mining  engineer,  who  was  reputed  to  have  a  salary  of 
$100,000  a  month  from  the  Guggenhelms,  was  not  one  of  the 
engineers  who  were  to  be  called  to  give  testimony  as  to  how 
the  railroads  could  save  $1,000,000  a  day.  So  far  as  can  now 
be  recalled,  the  engineers  who  were  to  prove  that,  had  never 
convinced  other  men  they  were  wlzrds  in  making  money  either 
for  themselves,  or  for  others.  In  the  consolidation  matter, 
perhaps,  the  commisloners  will  apply  that  kind  of  a  test  to  the 
witnesses  who  appear  to  prove  the  country  would  be  benefited 
by  ordering  certain  men  to  consolidate  their  properties  and 
thereby  save  a  million  a  day. 


French  McAdoos  and  French  Railroads. — France  needs  all 
the  money  she  can  raise  for  strictly  governmental  purposes. 
Therefore  the  Brland  government  is  proposing  to  sell  the  state 
railways,  which,  like  American  railroads  when  under  govern- 
ment control,  have  been  expensive  luxuries.  Up  to  date  the 
deficit  on  account  of  the  operation  of  the  railroads  by  the 
government  has  cost  the  people  of  France  something  like  five 
billion  francs,  not  counting  Interest  on  the  money  invested  in 
them.  Up  to  1914  the  private  railways  showed  a  profit.  Then 
they  were  taken  under  control  and  operated  as  part  of  the  gov- 
ernment lines'  system.  They  had  McAdoos  over  there,  also,  so 
the  railroads  ran  behind.  In  the  ten/  years  before  the  war  the 
loss  caused  by  the  government  railways  amounted  to  only  365.- 
000,000  francs,  according  to  the  report  of  the  French  authorities. 
The  rest  of  the  5.000,000.000  loss  has  taken  place  since  1914. 
The  destruction  of  property,  first  by  the  Germans  In  their  for- 
ward thrust  and  then  on  their  retreat,  was  enormous.  The 
probabilities.  It  Is  believed,  are  that  the  largest  part  of  the  five 
billion  loss  Is  due  to  the  fact  that  that  destruction  rendered 
profitable  operation  Impossible.  No  such  destruction  took  place 
In  the  United  States.  Therefore  some  friend  of  the  men  who 
operated  the  state  railways  In  France  may  object  to  having 
them  compared  to  Mr.  McAdoo.  In  1921,  when  the  French  rail- 
roads had  returned  to  something  near  normal,  the  deficit  was 
estimated  at  100.ooo.000  francs,  not  counting  the  Interest  on  the 
Investment.  But  for  the  fact  that  the  federal  control  law  re- 
quired the  Railroad  Administration  to  keep  Its  reports  in  ac- 
cordance with  the  forms  which  the  Commission  prescribed  for 
the  carriers  when  they  operated  their  own  property,  the  losses 
Incurred  by  the  American  government  might  also  be  stated  as 
being  so  much,  without  Interest  on  the  Investment.  The  French 
state  railways  constitute  only  about  6.000  miles  of  road,  or  about 
one-fortieth  of  the  mileage  of  Important  American  roads.  Pro- 
WMed  according  to  American  mileage,  the  loss  by  the  Frenrh 
government,  therefore.  In  the  18  years  of  government  operation, 
was  about  forty  billion  francs,  or.  at  pre-war  rates  of  exchange, 
$8.000,000.000.  Such  a  loss  would  be  not  quite  as  bad  a  record 
as  was  achieved  by  the  government  of  the  United  States,  of 
$1,500.000.000  in  33  months.  The  two  records,  by  that  rule  of 
thumb  method  of  calculating.  Is  so  nearly  alike,  however,  as  to 
be  surprising. 


Reparation  on  an  Unreasonable  Rate. — Shippers  interested 
In  reparation  may  have  reason  for  watching  the  further  pro- 
ceedings. If  any.  in  No.  12648.  Swift  ft  Company  vs.  A.  T.  &  S.  F. 
et  al..  decided  within  the  week.  In  that  case  the  Commission 
held  the  rates  on  fresh  meat,  packing  house  products  and 
dressed  poultry,  from  Missouri  River  cities  to  Ohio  River  cross- 
Ings,  unreasonable,  to  the  extent  they  exceeded  certain  figures. 
The  figures  mentioned  were  half  a  cent  less  than  the  figures 
the  carriers  bad  written  Into  their  schedules,  In  December,  1920, 
In  supposed  compliance  with  Ex  Parte  74.  The  Commission 
said  It  was  impressed  with  the  argument  that.  If  the  carriers 
desired  to  equalize  the  Ohio  and  Mississippi  river  crossings,  It 
would  be  better  to  do  It  by  bringing  the  Memphis  rates  down 
to  the  level  of  tin-  Ohio  River  crossing  rates  than  to  bring  tin- 
latter  up  to  the  Memphis  rates,  especially  In  view  of  the  fact  that 
the  assailed  rates  were  higher  than  permitted  In  Ex  Parte  74. 
It  also  said  relief  for  the  future  only  was  sought  by  the  com- 
plainant and  Intervene™.  The  query  that  has  arisen  Is  whether, 
because  Swift  t  Company  did  not  ask  for  reparation,  that  com- 
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pany  is  barred  from  going  into  court  and  suing  for  a  return 
of  the  half  cent  the  carriers  exacted  on  traffic  through  the  Ohio 
crossings,  not  warranted  by  the  permission  in  Ex  Parte  74.  One 
of  the  common  thoughts  among  commerce  attorneys  has  been 
that  when  the  Commission  said  a  rate  was  unreasonable,  all 
the  shipper  could  obtain  from  the  Commission  would  be  an 
award  of  reparation  that  would  be  prima  facie  evidence  in  a 
court;  but  that,  in  the  end,  the  return  of  money  unlawfully 
had,  could  only  be  obtained  through  the  courts.  Therefore,  they 
have  thought,  when  a  shipper  obtained  a  judgment  that  the  rate 
was  unreasonable,  it  made  practically  no  difference  in  the  fur- 
ther proceedings,  wljether  there  was  or  was  not  an  award  of 
reparation.  The  query  is:  "Cannot  Swift  &  Company  go  to  a 
railroad  with  the  Commission's  finding  and  demand  a  settlement, 
and,  if  denied,  go  to  a  court  asking  for  a  judgment?"  Half  a 
cent  per  100  pounds  sounds  ridiculous  to  the  layman,  but  half 
a  cent  on  the  volume  of  traffic  of  a  big  shipper,  such  as  Swift, 
may  amount  to  $25,000  or  $30,000  in  a  year — a  sum  not  to  be 
kicked  aside  as  not  worth  picking  up. 


Labor  Organizations  After  Complete  Control. — The  applica- 
tion of  the  International  Association  of  Machinists  for  an  order 
from  the  Commission  forbidding  the  railroads  to  let  contracts 
for  work  in  outside  shops,  except  under  the  rules  and  working 
conditions  the  Labor  Board  prescribes  for  machinists  in  rail- 
road shops,  and  then  only  under  certain  conditions,  if  it  could 
be  lawfully  made,  it  is  suggested,  would  complete  the  tyranny 
the  railroad  labor  organizations  began  exercising  in  1916,  when 
they  held  the  stop  watch  on  Congress  until  it  had  passed  the 
Adamson  law.  Such  an  order,  it  is  suggested,  would  complete 
the  taking  of  the  property  of  the  men  who  invested  their  money 
in  railroad  securities  just  as  effectively  as  the  Russian  bol- 
shevists  expropriated  the  property  of  the  bourgoisie,  so-called, 
in  the  unhappy  empire  of  the  Romanoffs.  Under  such  order 
the  government  would  be  doing  everything  a  proprietor  is  sup- 
posed to  do,  except  furnish  the  money  needed  to  allow  the  un- 
lucky owners  of  railroad  stocks  and  bonds  to  get  out  of  a  busi- 
ness in  which  they  furnished  the  money,  but  had  nothing  to  say 
as  to  how  it  should  be  used.  Labor  organizations,  at  times, 
have  been  the  loudest  to  complain  of  monopolies.  But  when  they 
want  something  for  themselves,  at  the  expense  of  the  rest  of 
the  community,  they  do  not  shudder  about  such  a  little  thing 
as  a  monopoly.  Then  the  monopoly  is  held  to  be  merely  a 
safeguard  of  their  "rights"  to  obtain  more  than  they  could  get 
in  an  open  competition.  A.  E.  H. 


USE  OF  OLD  BILLS  OF  LADING 

The    Traffic    World    Washington   Bureau 

The  Commission's  views  concerning  the  use  of  old  bills  of 
lading  after  July  1,  the  day  on  which  the  railroads  have  agreed 
to  substitute  the  new  form  prescribed  by  the  Commission  in 
docket  No.  4844  (the  bills  of  lading  case),  have  not  changed 
since  February  1,  under  which  date  it  made  an  announcement 
for  the  benefit  of  shippers.  In  effect,  that  announcement  was  that 
if  the  carriers  were  willing  to  continue  the  use  of  the.  old  forms 
after  July  1,  or  any  other  date,  that  was  their  privilege.  In  a 
letter  to  the  Shell  Company  of  California,  dated  April  18,  it  said: 

Acknowledgment  is  made  of  the  receipt  of  your  letter  of  April  6, 
in  which  you  make  reference  to  the  new  bill  of  lading  form  which  has 
been  published  in  Supplement  15  to  Consolidated  Freight  Classification 
No.  2,  flled  on  behalf  of  the  carriers  generally  in  Official,  Southern  and 
Western  classification  territories,  effective  March  15.  1922,  and  request 
information  with  regard  to  the  use  of  old  bill  of  lading  forms  after 
that  date. 

It  is  noted  that  the  forms  of  hill  of  lading  which  you  enclose  do 
not  have  the  conditions  printed  on  the  back  thereof  and  you  ask  if 
this  form  may  be  considered  a  substantial  compliance  with  the  order 
of  the  Commission  of  February  1,  1922.  For  your  ready  reference 
there  is  enclosed  a  copy  of  the  Commission's  announcement  of  Feb- 
ruary 1  and  your  special  attention  is  directed  to  page  3  thereof 
wherein  the  Commission  expressed  its  views  on  this  particular 
question. 

It  is  understood  that  a  notice  to  shippers  has  been  issued  by  Mr. 
R.  N.  Collyer,  chairman,  uniform  bill  of  lading  committee,  143  Lib- 
erty street,  New  York,  N.  T.,  relative  to  the  use  of  old  bill  of  lading 
forms  after  the  effective  date  of  the  new  form.  Possibly  you  will 
desire  to  communicate  with  Mr.  Collyer  for  further  information  in 
this  regard. 

In  a  letter  to  the  Commission,  C.  E.  Donald,  traffic  manager 
for  the  Shell  Company,  had  asked  the  Commission  to  consider 
the  memorandum  used  by  that  company  in  connection  with  the 
standard  form  of  straight  bill  of  lading  approved  by  the  Com- 
mission June  27,  1908,  and  advise  if  that  form  might  not  be 
considered  a  substantial  compliance  with  the  order  of  the  Com- 
mission in  the  docket  number  before  mentioned,  dated  February 
1,  1922.  Mr.  Donald  said  there  had  been  so  many  changes  in 
the  form  of  bill  of  lading  in  the  few  years  prior  to  1916  that 
in  that  year  the  company  took  up  with  the  carriers  the  matter 
of  eliminating  the  rules  and  regulations  published  ordinarily 
on  the  reverse  side  of  the  bill  of  lading  form.  As  a  result  of 
those  negotiations  the  company  adopted  the  memorandum,  a 
copy  of  which  it  submitted  to  the  Commission,  showing  the 
receipt,  by  the  carrier,  of  the  merchandise  listed  in  the  memo- 
randum, in  apparent  good  order,  except  as  noted,  which  the 
carrier  agreed  to  transport  subject  to  all  the  conditions  "herein 
named,  including  bill  of  lading  conditions  published  in  tariff  or 


classification  governing  rate  under  which  this  shipment  is  trans- 
ported, and  which  are  agreed  to  and  accepted  for  himself  and 
his  assigns." 

His  inquiry  was  addressed  to  the  Commission,  because,  in 
the  opinion  of  the  company,  the  memorandum  meets  the  re- 
quirements, and  a  holding  to  the  contrary  would  require  the 
company  to  scrap  a  heavy  stock  on  hand,  notwithstanding  that 
the  memorandum  makes  reference  to  the  rules  and  regulations 
in  effect  on  the  date  of  the  issue  of  the  original  bill  of  lading 
to  which  the  memorandum,  meant  only  for  filing  purposes,  in 
specific  terms,  refers. 


REPARATION  CONFERENCE  RULING 

The   Traffic   World   Washington  Bureau 

According  to  a  conference  ruling  of  the  Commission,  voted 
March  13  and  given  to  the  public  April  18,  there  is  no  way 
for  a  shipper  who  suffered  damage  by  reason  of  an  unlawful 
intrastate  r^te,  in  operation  in  the  six  months'  guaranty  period 
ended  August  31,  1920,  to  obtain  reparation.  The  Commission 
has  voted  that  section  208  (a)  of  the  transportation  act,  1920, 
"does  not  authorize  the  Commission  to  award  reparation  or 
consent  to  an  award  of  reparation  made  by  a  state  commission, 
on  intrastate  shipments  which  moved  during  the  guaranty 
period,  March  1  to  September  1,  1920." 

That  part  of  the  law  provided  for  the  continuance  in  effect, 
during  the  guaranty  period,  of  the  rates,  fares,  charges,  etc., 
that  were  in  operation  at  the  end  of  federal  control,  unless  and 
until  changed  by  state  or  federal  authority,  or  pursuant  to 
authority  of  law.  The  part  of  that  section  and  paragraph  on 
which  the  conference  ruling  is  based  is  that  which  says:  "But 
prior  to  September  1,  1920,  no  such  rate,  fare,  or  charge  shall 
be  reduced,  and  no  such  classification,  regulation  or  practice 
shall  be  changed  in  such  manner  as  to  reduce  any  such  rate, 
fare  or  charge  unless  such  reduction  or  change  is  approved  by 
the  Commission." 

The  question  on  which  the  Commission  voted  the  ruling  in 
point  was  raised  by  the  receipt  of  a  complaint,  by  the  Commis- 
sion, alleging  an  intrastate  rate  to  have  been  unreasonable  and 
praying  reparation  on  shipments  moving  thereon,  during  the 
guaranty  period. 

The  Commission  did  not  allow  the  complaint  to  be  filed.  It 
did  not  say  why,  nor  announce  any  reasons  for  the  ruling.  It 
is  understood,  however,  that  the  commissioners  took  the  ground 
that  the  Commission,  not  having  jurisdiction  over  intrastate 
rates  as  such,  could  not  entertain  a  complaint  alleging  an  intra- 
state to  be  unreasonable  •  or  otherwise  'unlawful.  Another 
understanding  is  that  they  took  the  ground  they  could  not  con- 
sent to  an  award  of  reparation  by  a  state  commission  because, 
by  implication,  such  a  consent  would  be  an  acknowledgment 
that  the  state  commissions  became  vested  with  jurisdiction  over 
rates  for  hauls  wholly  within  a  state  the  minute  federal  control 
ended,  with  the  last  second  of  February  29,  1920.  That  would 
seem  to  be  in  conflict  with  the  part  of  section  208  (a)  which 
forbade  reductions  prior  to  September  1,  1920,  "unless  such  re- 
duction or  change  is  approved  by  the  Commission." 

The  announcement  made  by  the  Commission  April  18,  dated 
April  15,  is  as  follows: 

"The  Commission  in  conference  on  March  13,  1922,  adopted 
the  following  Conference  Ruling  on  reparation  of  intrastate 
shipments  which  moved  during  guaranty  period: 

Voted  that  Section  208  (a)  of  the  transportation  act,  1920,  does 
not  authorize  the  Commission  to  award  'reparation,  or  consent  to  an 
award  of  reparation  made  by  a  state  commission,  on  intrastate  ship- 
ments which  moved  during  the  guaranty  period,  March  1  to  Septem- 
ber 1,  1920. 


PETITIONS    FOR    REHEARING,    ETC. 

The  defendants  in  No.  12178,  City  of  Aberdeen,  S.  D.,  vs. 
Director-General,  C.  &  N.  W.  Ry.  Co.  et  al.,  have  petitioned 
the  Commission  to  grant  a  rehearing. 

The  C.  B.  &  Q.,  C.  M.  &  St.  P.,  M  &  St.  L.  and  C.  &  N.  W., 
defendants  in  No.  11081,  Roundup  Coal  Mining  Company  vs. 
Director-General,  Big  Fork  &  International  Falls  Railway  et  al., 
have  filed  a  petition  for  rehearing  with  the  Commission. 


GUARANTY  PAYMENTS  DENIED 

The  Commission  has  dismissed  an  application  of  the  Ar- 
kansas &  Memphis  Railway  Bridge  &  Terminal  Co.  under  section 
209  of  the  transportation  act,  holding  that  the  company  benefited 
by  the  guaranty  through  another  company. 

The  Commission  has  dismissed  applications  of  the  Potato 
Creek  Railroad  Co.  and  the  Van  Buren  Bridge  Co.  for  benefits 
under  section  209  of  the  transportation  act,  holding  that  the  sec- 
tion was  not  applicable  to  them. 


SOUTHERN    RY.    EQUIPMENT  CERTIFICATES 

The  Southern  Railway  has  applied  to  the  Commission  for 
authority  to  assume  and  guarantee  payment  of  $9,300,000  of  5% 
per  cent  equipment  trust  certificates  which  will  mature  and 
became  payable  in  30  equal  semi-annual  installments  for  $310,- 
000.  The  rolling  stock  to  be  acquired  was  not  set  forth  in  the 
application. 
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Decisions  of  Interstate  Commerce  Commission 


SWITCHING  AT  CLARKSDALE,  ARIZ. 

The  Commission  has  dismissed  No.  11661,  United  Verde  Ex- 
tension Mining  Company  vs.  Director-General,  as  agent,  opinion 
No.  7548,  68  I.  C.  C.  271-3.  holding  the  failure  of  the  Director- 
General  to  give  switching  service  on  shipments  of  ore  at  Clarks- 
dale,  Ariz.,  in  the  spring  of  1919,  was  not  in  violation  of  the 
Interstate  commerce  act  or  federal  control  law. 

The  case  was  created  by  the  withdrawal  of  a  Santa  Fe  en- 
gine which  bad  done  the  switching  at  Clarksdale.  That  with- 
drawal took  place  during  a  strike  in  the  mines.  When  they  re- 
sumed operation  the  switching  engine  was  not  restored.  The 
Santa  Fe  asked  the  Arizona  Eastern,  owned  by  the  complainant, 
to  send  its  engine  onto  the  Santa  Fe  tracks  to  do  the  switching. 
The  Santa  Fe,  for  the  Director-General,  collected  the  $2.50  per 
car  switching  charge  for  the  service  rendered  to  the  complain- 
ant by  the  engine  and  crew  of  a  railroad  company  owned  by  it. 
That  seemed  like  an  injustice,  hence  the  complaint. 

In  disposing  of  the  matter  the  Commission  said  that  un- 
doubtedly the  Arizona  Eastern  waa  the  agent  of  the.  Director- 
ial and  could  sue  for  the  services  rendered  to  him  by  it  but 
that  the  complainant,  as  a  shipper,  was  under  obligation  to  pay 
the  published  charge  for  the  service  rendered  on  its  shipments. 
The  Commission  said  the  Director-General  would  have  to  pay 
the  Arizona  Eastern  what  the  switching  was  worth,  whether  more 
or  less  than  the  Director-General's  published  charges.  If  either 
the  complainant  or  the  Director-General  had  failed  to  pay,  the 
Commission  said,  the  recourse  of  the  aggrieved  party  was  to  the 
court  and  not  to  it. 

"As  shipper,  complainant  bad  to  pay  the  published  charges," 
said  the  Commission.  "As  agent,  It  Is  entitled  to  compensation 
from  defendant  for  what  Its  services  under  that  employment  were 
worth,  and  may  sue  for  It  In  a  court  of  competent  jurisdiction." 

RATES  ON  NEWSPRINT  PAPER 

With  a  direction  to  the  carriers  to  refund  overcharges,  the 
Commission  has  dismissed  No.  12587.  Maurgee  Brothers,  Inc.,  vs. 
Delaware  *  Hudson  et  al.,  opinion  No.  7540,  68  I.  C.  C.  203-4. 
holding  not  unreasonable  or  otherwise  unlawful,  a  rate  of  22.5 
cents  on  newsprint  paper  from  Corinth,  Delano  Junction,  and 
Fort  Edwards,  N.  Y.,  to  Scranton,  Pa.  The  traffic  moved  as 
routed.  Delaware  A  Hudson  to  Ulnghamton.  N.  Y.,  and  D.  L. 
A  W.  beyond.  Contemporaneously  a  combination  rate  of  18  cents 
obtained  over  the  D.  A  H.  to  Scranton,  plus  2.5  cents  for  Lacka- 
wanna  switching.  At  one  time  the  Delaware  A  Hudson  agreed  to 
publish  a  rate  17.5  cents  for  direct  movement  over  its  line  but 
did  not  do  so.  The  Commission  said  the  fart  that  a  lower  rate 
i,r. -vailed  over  the  D.  A  H.  direct  did  not  prove  the  higher  rate 
over  the  two-line  route  unreasonable. 


RATES  ON  APPLES 

The  Commission  has  dismissed  No.  12475,  Murray  A  Layne 

:pany  vs.  A.  T.  A  S.  F..  Director-General,  et  al.,  opinion  No. 
7550.  68  I  ' '  ' '  .77-8,  holding  the  rates  on  apples,  carloads,  from 
Monitor  and  Wenatehee.  Wash.,  to  Demlng,  N.  M..  in  November, 
1918,  wrr>'  not  unreasonable.  It  further  held  there  was  no  show- 
ing of  damage  by  reason  of  the  undue  prejudice  alleged. 

A  combination  rate  of  a  commodity  rate  of  $1.10  to  El  Paso 
and  a  class  C  rate  of  26.5  cents  was  imposed  on  the  shipments. 
The  complainants  contended  they  were  entitled  to  a  rate  of 
11.10  which  applied  to  practically  all  points  to  which  Washington 
apple*  were  shipped  that  year.  The  carriers  admitted  that 
ordinarily  Demlng  should  not  have  any  higher  rate  than  Dallas 
and  other  points  east  of  Washington.  They  contended,  how- 

.  that  the  fl.10  rate  applicable  to  eastern  destinations  gen- 
erally was  abnormally  low.  made  In  1918  to  enable  the  apple 
shippers  of  Washington  to  market  their  crop.  Prior  to  General 
Order  No.  28  a  blanket  rate  of  $1  was  In  effect.  That  general 
order  Increased  the  blanket  rate  to  $1.25.  Upon  the  earnest 
representations  of  the  apple  shipper*  the  Director-General  re- 
duced the  rate  to  $11" 

Cotnmiii.Hlon^r  Campbell  dissented,  saying  he  could  see  no 
reason  why  Doming  should  not  have  had  the  same  rate  from 
Monitor  and  W»-nairhee  as  from  other  Washington  points.  The 
complainant  Is  a  Demlng  firm. 


interchange  switching,  and  its  attempt  to  impose  a  charge  of 
$4  a  car  for  switching  cars  in  similar  service  between  the  Peoria 
Railway  Terminal  at  Peoria  and  the  defendant's  tracks  at  the 
East  Peoria  yards,  and  $3.50  per  car  between  the  Peoria  Rail- 
way Terminal  and  the  defendant's  tracks  other  than  in  the  East 
Peoria  yards. 

The  unjust  discrimination  and  undue  prejudice  alleged  arise 
out  of  the  difference  in  treatment  accorded  by  the  Peoria  & 
Pekin  Union  to  the  Chicago,  Burlington  &  Quincy  and  the  Rock 
Island,  on  the  one  hand,  and  the  Minneapolis  &  St.  Louis  on 
the  other.  The  Commission  said  the  Peoria  &  Pekin  Union 
performed  service  for  them  for  no  compensation  other  than 
what  it  receives  on  its  contracts  with  its  tenant  lines,  while  it 
makes  a  charge  of  $4  a  car  to  the  complainant 

The  compensation  under  the  contract,  the  Commission 
pointed  out,  is  not  enough  to  cover  the  cost  of  service,  as  shown 
by  the  contracts  themselves,  so  there  is  an  element  of  discrimi- 
nation because  the  three  roads  are  in  competition.  The  Peoria 
A  Pekta  Union  said  there  was  a  difference  between  the  two 
roads  on  the  one  hand  and  the  Minneapolis  &  St.  Louis  on  the 
other.  In  that  the  two  had  larger  facilities  at  Peoria  than  the 
complainant,  but  it  did  not  undertake  to  justify,  in  full,  the  dif- 
ference in  treatment.  What  it  said  about  the  two  roads  ap- 
plied also  to  the  Peoria  Railway  Terminal,  owned  by  the  Chi- 
cago A  Alton  and  the  Rock  Island. 

According  to  the  report,  the  record  was  not  sufficient  to 
enable  the  Commission  to  express  an  opinion  as  to  what  would 
constitute  reasonable  charges  for  the  services.  It  said  that  if 
the  Peoria  A  Pekin  Union  elected  to  remove  the  discrimination 
by  making  a  charge  for  the  traffic  handled  between  the  Bur- 
lington and  the  Rock  Island  on  the  one  hand,  and  its  proprietary 
and  tenant  lines  on  the  other,  it  would  consider  a  petition  to  re- 
open the  case  to  determine  what  would  be  a  reasonable  charge 
therefor. 

The  Peoria  A  Pekin  1'nlnn  Is  owned  and  used  by  the  Big 
Four,  the  Illinois  Central,  the  Lake  Erie  &  Western,  the  Chicago, 
Peoria  A  St.  Louis  and  the  Chicago -'A  North  Western.  The 
rival  terminal  company,  which  protested  against  the  proposal 
to  impose  switching  charges  of  $3.50  and  $-4  on  traffic  between 
the  Peoria  A  ivkin  I'nion  and  Itself  is  owned  by  the  Chicago 
A  Alton.  The  latter  Intervened  in  behalf  of  the  Minneapolis  & 
St.  Louis.  The  Peoria  Railway  Terminal  also  Intervened  in 
behalf  of  the  complainant. 


DISCRIMINATION  IN  SWITCHING 

In  an  opinion  written  by  Commissioner  Esch  on  No.  13110. 
Minneapolis  A  St  \j-ni-*  vs.  Peoria  A  Pt-kin  1'nion.  and  I.  and  S. 
N"  II.",.",  (iiiiiii"oera|>liffl  without  opinion  or  page  numbers),  the 
<'onimis*lnn  f  onih-mnwl  as  unjuxlly  discriminatory  and  unduly 
thf  effort  of  thp  defendant  to  Impose  a  charge  of 
$4  a  car  on  traffic  turned  over  to  It  by  the  complainant  for 


DEMURRAGE  ON  LUMBER 

An  award  of  reparation  on  account  of  illegally  assessed  de- 
murrage charge*  assessed  on  a  car  held  short  of  destination  to 
which  a  joint  rate  applied  has  been  made  in  No.  12430,  M.  B. 
Farrin  Lumber  Company  vs.  Director-General,  as  agent,  Missouri 
Pacific  et  al..  opinion  No.  7519,  68  I.  C.  C.  127-9.  The  car  in 
question,  loaded  with  gum  lumber,  was  shipped  from  Hugo,  Ark., 
July  23.  1918.  to  Chicago,  on  a  joint  rate  of  27.5  cents  to  which 
the  Illinois  Central  and  the  Chicago  A  North  Western  were 
parties.  The  only  routing  shown  on  the  bill  was  "C.  &  N.  W. 
delivery-"  The  complainant  wrote  to  the  claim  agent  of  the 
North  Western,  July  31,  inclosing  the  bill  of  lading  and  at 
th»  same  time  notified  the  local  agent  of  the  North  Western 
at  Chicago  that  the  car  was  to  be  delivered  to  the  Interna- 
tional Harvester  Company  at  Deerlng,  which  company  would 
pay  the  freight  bill.  The  car  arrived  at  Chicago  on  the  Illinois 
Central  August  3  and  from  that  time  until  September  19  the 
Illinois  Central  tried  to  locate  the  consignee  which  was  shown 
as  "M.  B.  Farrin  Lumber  Company,  Chicago."  Notice  of  ar- 
rival was  not  received  by  the  lumber  company  because  it  had 
no  office  in  Chicago,  its  office  being  in  Cincinnati.  The  original' 
shipper  notified  the  complainant  that  the  car  was  at  Chicago, 
unclaimed.  The  North  Western  was  again  notified  but  was  un- 
able to  locate  the  car  on  its  rails.  On  September  19  was  ad- 
vised by  the  Illinois  Central  that  the  car  was  on  the  Illinois 
Central  rails  unclaimed.  Then  delivery  was  made  to  the 
harvester  company  because  that  company  was  on  the  credit  list 
of  the  Illinois  Central. 

The  Lowrey  tariff  provides  for  notice  to  the  terminal  car- 
rier at  destination  when  the  delivery  point  is  in  the  outer  zone. 
The  complainant  contended  the  tariff  was  unreasonable  because 
It  did  not  provide  for  such  notice  when  the  point  of  delivery 
was  within  the  inner  zone. 

The  Commission  said  the  Illinois  Central  could  not  tell  from 
the  billing  whether  the  delivery  was  to  be  within  the  Inner  or 
outer  tone.  It  said  that  If  notice  had  been  sent  to  the  North 
Western  demurrage  probably  would  not  have  accrued,  an  ar 
rangements  had  been  made  with  the  North  Western  for  taking 
care  of  the  freight  charges  In  accordance  with  the  provision  in 
the  Lowrey  tariff  that  carload  freight  for  delivery  on  a  terminal 
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carrier  within  the  Chicago  district  would  not  be  delivered  to 
a  connecting  carrier  by  the  issuing  carriers  until  all  charges 
assessed  in  accordance  with  lawfully  filed  tariffs  had  been  paid, 
"or  satisfactorily  arranged  for." 

The  Commission  ignored  the  allegation  of  unreasonableness 
laid  against  the  Lowrey  tariff  and  held  the  Illinois  Central  had 
failed  in  its  obligation  to  complete  the  contract  under  the  bill 
of  lading  by  making  tender  of  the  shipment  to  the  switching 
line  for  delivery  to  the  North  Western,  or  at  least  to  make  in- 
quiry of  the  North  Western  for  disposition  orders.  It  said  the 
complainant  was  not  free  from  criticism,  for  "had  the  bill  of 
lading  shown  its  address  as  Cincinnati  instead  of  Chicago  it  is 
doubtful  whether  the  demurrage  would  have  accrued."  The 
order  requires  Director-General  Davis  to  return  $340  of  demur- 
rage to  the  complainant  with  interest  from  October  9,  1918,  "on 
account  of  illegal  demurrage  charges  exacted  at  Chicago,  111.,  on 
one  carload  of  gum  lumber  shipped  from  Hugo,  Ark." 


LUMBER  CARLOAD  MINIMA 

A  final  condemnation  of  minima  on  lumber  based  on  cubical 
capacity  has  been  pronounced  by  Commissioner  Aitchison  in  a 
report  on  further  hearing  on  No.  10128,  lumber  carload  minima, 
opinion  No.  7512,  68  I.  C.  C.  98-107.  Under  the  order  in  that 
case  the  respondents  are  to  establish  minima  without  reference 
to  cubical  capacity,  on  or  before  June  12,  on  pine,  fir,  hemlock, 
larch,  and  spruce  lumber  and  articles  taking  group  D  rates, 
from  points  in  Oregon,  Washington,  Idaho,  and  Montana  to  des- 
tinations in  transcontinental  eastbound  Countiss'  tariffs,  as 
follows: 

For  cars  36  feet  and  under  in  length 38  000 

For  cars  over  36  feet  and  not  over  42  feet  in  length 44000 

For  cars  over  42  feet  in  length ..  54,000 

subject  to  the  following  rules: 

"When  cars  are  loaded  to  full  visible  capacity,  charges  will  be 
based  upon  actual  weight,  not  less  than  30,000  pounds. 

"The  term  'loaded  to  full  visible  capacity'  shall  mean  that  the  en- 
tire space  capacity  in  the  car  up  to  within  one  foot  of'  the  bottom  of 
the  rafters  shall  be  utilized  to  the  fullest  extent,  and  that  no  more 
lumber  of  ordinary  lengths  or  other  material  of  the  character  con- 
tained in  the  car  can  be  loaded  therein. 

"Exception:  When  cars  are  loaded  with  lumber  or  other  mate- 
rial as  provided  above,  the  doorway  space,  if  any,  shall  be  considered 
neutral  and  the  shipper  may  at  his  option  fully  or  partially  load  short 
length  commodities  named  in  this  tariff  in  such  neutral  doorway  space 
without  in  any  way  affecting  the  meaning  of  the  term  'loaded  to  full 
visible  capacity.' 

"When  it  is  impossible  for  carriers  to  furnish  within  six  (6)  days 
after  receipt  of  order  a  car  of  the  size  ordered  by  the  shipper  and 
for  convenience  a  car  longer  than  that  ordered  by  the  shipper  is  fur- 
nished, the  longer  car  may  be  used  subject  to  the  minimum  weight 
named  for  the  size  of  car  ordered  by  the  shipper  (unless  actual 
weight  is  greater,  when  actual  weight  will  govern),  except  that  when 
the  car  Is  loaded  to  full  visible  capacity,  the  actual  weight,  but  not 
less  than  30,000  pounds,  will  apply." 

In  speaking  of  prior  efforts  with  respect  to  carload  minima 
on  lumber,  Mr.  Aitchison  said  that  in  the  former  report  in  this 
investigation,  56,  I.  C.  C.  318,  "we  found  'ttat  the  practice  of 
maintaining  cubical-capacity  minima  in  connection  with  the  in- 
terstate rates  on  lumber  and  other  forest  products  from  the  Pa- 
cific northwest  and  inland  empire  is  indefensible  and  should  be 
discontinued.'  Respondents  failed  to  'make  effective  different  and 
generally  satisfactory  carload  minima'  within  the  required  time 
and  further  hearing  was  had. 

"This  report  will  be  confined  to  the  determination  of  reason- 
able carload  minima  to  be  applied  to  interstate  shipments  in 
closed  and  roofed  cars  of  lumber  and  other  forest  products  from 
points  of  origin  in  Oregon,  Washington,  Idaho,  and  Montana,  to 
points  of  destination  designated  in  the  transcontinental  east- 
bound  lumber  tariffs  published  by  R.  H.  Countiss,  agent"  *  *  * 
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on  fir.  A  complaint  filed  early  in  1917  by  the  Western  Pine  Manu- 
facturers' Association  sought  a  reduction  in  the  basU  for  computing- 
the  standard  minima  from  20  pounds  to  16  pounds  per  cubic  foot 
We  there  found  that  the  minimum  weights  were  not  shown  to  be  un- 
reasonable. Western  Pine  Mfrs.'  Asso.  vs.  C.,  I.  &  W  R  R  Co  46 

.   CO.,   650      On  September  24,   1917,   the  carriers  chknge'd  the  min- 

thl^,  sn  °arS      ?  I  * h  °  vl,s'ble  capacity  to  the  cubical  basis,'  and  made 

80  per  cent  of  the  existing  standard  minima.   The  changes  resulted 

in  substantial  increases.   At  the  same  time  the  carriers  added  a  rule  to 

le  e  o.nn  thai*.  tney^would  not  accept  orders  for  cars  of  capacity  less 

than  2,400  cubic  feet,  but  that  if  furnished  for  their  own  convenience 

the   published   minima   applicable   to   those   cars   would   apply      These 

changes  were   assailed   in   Feltus   Lumber  Co.   vs.   G    N    Ry    Co      51 

[.  C.  C.,  571,  and  in  informal  complaints  which  gave'  ris'e  to  'this 
Investigation,  instituted  in  April,  1918. 

In  the  Feltus  case  we  reserved  the  question  of  the  propriety  of 
the  cubical  minima  for  determination  in  the  present  proceeding  but 
stated  that  the  record  therein  disclosed  little  to  commend  and  much 
to  discredit  the  use  of  such  minima  for  lumber  The  above-men- 
tioned rule,  which  operated  to  exclude  the  shipper  from  ordering 
equipment  which  the  carriers  reserved  the  right  to  tender  we  found 
unreasonable,  but  we  approved  the  withdrawal  of  cars  of  capacity 
less  than  1,651  cubic  feet  from  transcontinental  lumber  traffic.  We 


further  found  that  the  rule,  which  provided  for  the  furnishing  at 
the  carrier's  convenience  of  larger  cars  than  ordered,  was  unreason- 
able, in  that  it  did  not  specify  whether  the  standard  or  full  visible 
capacity  minimum  should  be  protected,  and  in  that  it  was  impossible 
to  say  whether,  if  a  car  had  been  furnished  of  the  capacity  ordered, 
it  would  have  been  loaded  to  visible  capacity.  The  increased  min- 
ima applicable  to  cars  loaded  to  visible  capacity  were  not  found 
unreasonable. 

Commission  Aitchison,  discussing  the  allegation  of  undue 
prejudice,  said: 

Under  the  present  cubical-capacity  minima,  shippers  of  Cali- 
fornia redwood,  with  a  flat  minimum  of  30,000  pounds  on  lumber, 
shippers  of  southern  pine,  with  a  minimum  of  30,000  pounds,  to  points 
south  of  the  Ohio  River  and  34,000  pounds  to  points  in  central  and 
eastern  teritories,  and  shippers  from  Wisconsin  and  the  upper  pen- 
insula of  Michigan,  with  a  flat  minimum  of  34,000  pounds,  have  an 
advantage  over  the  shippers  from  the  Pacific  Northwest  in  com- 
petitive territory.  Certain  of  the  latter  state  that  this  disadvantage 
should  be  removed  by  establishing  from  the  Pacific  Northwest  min- 
ima no  higher  than  those  in  effect  from  competing  territories.  Re- 
spondents admit  that  it  would  be  unfair  to  some  sections  of  the 
country  to  force  minima  upon  them  that  justly  could  be  applied 
from  the  North  Pacific  Coast. 

The  question  of  what  would  be  reasonable  minima  from  these 
competing  teritories  is  not  before  us.  They  were  not  represented  at 
the  further  hearing.  The  record  does  not  enable  us  to  determine 
what  would  be  a  proper  relationship  between  the  minima  from  the 
Pacific  Northwest  and  from  such  competing  territories.  No  expres- 
sions herein  should  be  construed  as  authority  for  changes  in  the 
present  minima  from  other  territories  than  those  specifically  covered 
by  our  findings. 

Notwithstanding  the  Commission's  experience  in  the  matter 
of  minimum  weights  on  lumber,  in  this  case,  with  what  are 
called  hope  and  expectation  findings,  it  made  such  a  finding 
respecting  minima  on  cedar  lumber  and  shingles.  It  said  the 
record  was  insufficient  as  to  them  to  warrant  it  prescribing 
minima  on  them.  It  said,  however,  the  cubical  capacity  minima 
was  less  objectionable  to  shippers  of  shingles  than  to  shippers 
of  lumber  because  the  shape  and  size  of  bundles  of  shingles 
ordinarily  made  better  utilization  of  the  space  in  a  car  possible. 
Nevertheless  the  Commission  said  such  minima  must  be  con- 
demned here  as  in  the  prior  decision  in  this  case.  The  car- 
riers are  expected  to  work  out  minima  on  cedar.  Unless  they 
do,  the  Commission  said,  the  matter  might  again  be  brought 
to  its  attention. 


UNIFORM  BRICK  LIST 

In  a  report  on  No.  10733,  National  Paving  Brick  Manufac- 
turers' Association  et  al.  vs.  Alabama  &  Vicksburg,  I.  and  S.  No. 
1454  and  I.  and  S.  No.  1479,  opinion  No.  7543,  68  I.  C.  C.  213-53, 
written  by  Commissioner  Daniels,  the  Commission  prescribed 
a  uniform  brick  list,  directed  the  substantial  restoration  of  the 
group  and  differential  adjustment  on  brick  within  central  and 
trunk-line  territories,  and  between  points  in  either  territory,  in- 
cluding the  Indiana-Illinois  producing  points  adjustment,  laid 
down  scales  for  use  in  central  and  trunk  line  territories,  and 
directed  the  removal  of  the  undue  prejudice  against  brick- 
makers  at  Attica,  Ind.,  by  making  the  brick  rates  from  Dan- 
ville, 111.,  to  Chicago  the  measure  of  rates  from  Attica. 

The  schedules  suspended  in  the  two  investigation  and  suspen- 
sion dockets  mentioned  were  ordered  cancelled  without  preju- 
dice, however,  to  the  establishment  of  rates  in  accordance  with 
the  decision  in  the  formal  case. 

All  the  things  commanded  by  the  order  in  the  case  are  to 
be  made  operative  not  later  than  July  12  upon  not  less  than  15 
days'  notice.  The  complaint  was  a  general  assault  upon  the 
level  and  relationship  of  interstate  line-haul  rates  on  brick  and 
clay  hollow  building  tile  throughout  the  United  States,  except 
the  territory  west  of  the  Rocky  Mountains.  The  question  of  dis- 
crimination between  interstate  rates  in  Illinois  and  Indiana  was 
also  presented.  Switching  charges  and  rates  from  points  just 
outside  the  established  switching  districts  of  large  districts  were 
not  involved. 

The  two  main  purposes  of  the  complaint  were  to  obtain  a 
readjustment  of  the  rates  on  brick  and  clay  hollow  building  tile 
to  a  lower,  more  reasonable  and  relatively  fairer  basis;  and  to 
procure  the  establishment  of  fair  competitive  relations  in  the 
rates  as  between  shippers  where  the  relationship  had  been  dis- 
turbed or  where  the  rates  were  not,  at  the  time  the  complaint 
was  filed,  fairly  and  justly  related. 

Th«  record,  the  Commission  said,  was  not  adequate  for  mak- 
ing any  general  changes  in  the  rates  or  rate  structures  within 
New  England,  southern,  eastern  and  southwestern  territories, 
except  such  changes  as  may  result  from  the  publication  of  the 
uniform  brick  list,  with  its  minimum  of  60,000  pounds. 

The  decision,  it  is  believed,  will  have  the  effect  of  causing 
a  general  reformation  of  the  brick  rate  structures  throughout 
the  country,  because  the  creation  of  a  uniform  list,  for  applica- 
tion throughout  the  country,  will  tend  to  settle  all  disputes  a.s 
to  what  should  and  what  should  not  be  accorded  the  basic  rate. 
The  Commission  said  it  could  not  go  into  the  question,  for  in- 
stance, of  whether  the  Harvard  brick,  rough  in  texture,  but  used 
for  facing,  should  go  into  this  or  that  list.  It  said  that,  in  case 
such  questions,  could  not  be  settled  by  negotiations,  the  facts 
might  be  brought  to  its  attention.  It  indicated,  however,  that  it 
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expected  the  shippers  and  the  carriers  to  come  to  a  conclusion 

about  such  details  and  avoid  using  up  its  time  in  such  matters. 

The  Commission  summarized  its  conclusions  as  follows: 

1.  It  Is.  and  will  be.  unreasonable  for  defendants  to  fall  to  main- 
tain  a    uniform    brick   list    under   which    face.    Ore   and    paving   brick, 
hollow   building  tile  and  other  specified  clay   products,    not    Including 
common   brick,   shall  be  accorded  equal  rates  from  and   to  the  same 
points  for  Interstate  transportation,  in  carloads,  from  and  to  all  points 
In  the  United  States  east  of  the  Rocky  Mountains,  subject  to  a  car- 
load  minimum  weight   not  exceeding  60,000   pounds,    marked   capacity 
of  car  to  govern. 

2.  Other  clay  products  having  transportation  characteristics  sim- 
ilar to  those  of  articles  In   the  uniform  brick   list  not   excluded   from 
the  list,  but  flue  lining,  drain  tile,  sewer  pipe,  and  articles  of  similar 
nature  should  not  be  included. 

3.  For  distances  not   in  excess  of  150  miles.    Interstate  rates  on 
common  brick,  as  defined  In  the  report,  when  loaded  at  random  to  the 
marked  capacity   of  the  car  without   protection  against  chipping     or 
breaking,    will   be   unjust   and   unreasonable   to    the  extent    that    they 
exceed  SO  per  cent  of   the   contemporaneous  rates  on  articles   In  the 
uniform   brick  list. 

4.  General   level  of   rates   on   brick  and  other   clay   products   not 
shown  to  have  been  higher  than  the  rates  on   "all   freight"   prior  to 
Ex  Mite  74  In  either  of  the  territories   Involved. 

6.  The    1911    group   and    differential    adjustment   on    brick    within 
central  and  trunk  line  territories,  and  between  points  In  either  terri- 
tory and  points  in  the  other  territory.  Including  the  adjustment  from 
Indiana-Illinois  producing  points,  should  be  substantially  restored  and 
maintained  except   to  the  extent   Indicated. 

(.  Failure  of  defendants  to  treat  the  so-called  Wabash  Valley 
group,  comprising  the  Danville,  Veederaburg  and  Terre  Haute  groups 
of  producing  points  In  Indiana  and  Illinois,  as  one  group  in  all  direc- 
tions on  long-haul  Interstate  brick  traffic  is.  and  will  be,  unreasonable 

:  t  that  the  groupings  under  the  Itll  adjustment  should  be  re- 
stored and  maintained  with  respect  to  traffic  to  Chicago.  III.,  and  Mil- 
waukee. WIs.,  and  Intermediate  territory.  On  short-haul  Interstate 
traffic  from  points  within  the  Wabash  Valley  group  to  Indiana-Illinois 
points  the  central-territory  scale  prescribed  herein  should  be  ob- 
served as  maximum,  subject  to  the  group  and  differential  adjustment 
to  Chicago  and  related  points. 

7.  Under  the  general   readjustment  of    rates   required.    Interstate 
rates  on  articles  In  the  uniform  brick  list,  In  carloads.  In  central  and 
trunk  line  territories,  and  between  Chicago.  111.,  and  New  Tork.  N.  Y.. 
will  be  unreasonable.     Maximum  reasonable  base  rates  ordered  tc  be 
established   between  Chicago  and  New  York,   from    Danville.   111.,  and 
Attica.    Ind..    to   Chicago,    from   Canton.   Ohio,    to   Chicago,    and    from 
Pittsburgh.    Pa.,   to  New    York,   to  be  used   by    the   carriers  as   bases 
for  checking  In  related  rates  in  accordance  with  the  findings  of  the 
:  •  ; 

8.  Short-haul    Interstate    rates   on   articles    In    the    uniform    brlrk 
list.  In  carloads,  within  central  territory.  Including  all  points  In  Illinois. 
and   within   trunk   line   territory,    will   be   unreasonable   to   the  extent 
Indicated,    the    group    and    differential    adjustment    to    govern    where 
higher  rates  result  from  that  adjustment. 

».  Intrastate  rates  on  articles  In  the  uniform  brick  list.  In  car- 
loads, from  Danville  to  Chicago,  to  the  extent  that  they  are  lower  than 
the  Interstate  carload  rates  contemporaneously  maintained  on  articles 
In  the  uniform  brick  list  from  Danville  and  Attica  to  Chicago  are 
unduly  prejudicial  to  Attica  and  to  shippers  of  brlrk  and  other  clay 
products  In  Interstate  commerce  from  DanvllU*  and  Attica  to  Chicago, 
unduly  preferential  of  shippers  of  brick  and  other  clay  products  In 
Intrastate  commerce  from  Danville  to  Chicago,  and  unjustly  discrim- 
inatory against  Interstate  commerce.  Undue  prejudice  and  discrim- 
ination ordered  removed.  Co-operation  of  state  authorities,  with  a 
view  to  harmonising  Intrastate  rate*  generally  within  Illinois  and 
Indiana  with  the  Interstate  rate*  prescribed  herein  from  Danville  and 
Attica,  suggested. 

10.  The  record  affords  no  basis  for  making  any  general  changes 
In  the  rates  and  rate  structures  within  New  England,  southern,  west- 
ern and  southwestern  territories,  except  such  changes  as  may  result 
from  the  establishment  of  the  uniform   brlrk   list. 

11.  Brlrk   Is  essentially  traffic  which  moves  at  commodity  rates, 
and  commodity  rates  should  be  established  where  a  movement  Is  In- 
dicated. 

11  Suspended  schedules  In  Investigation  and  Suspension  Docket 
No.  1454  and  Investigation  and  Suspension  Docket  No.  1470  ordered 
canceled  without  prejudice  to  the  right  of  respondents  therein  to 
establish  rates  In  accordance  with  the  conclusions  In  this  report. 

The  parts  of  the  order  Intended  to  carry  Into  effect  the 
conclusions  hereinbefore  s*t  forth,  are  as  follows: 

It  Is  further  ordered.  That  said  defendants,  according  as  they  . 
tlclpate  In  the  transportation,  be.  and  they  are  hereby,  notified  and 
required  to  establish  and  to  maintain  and  apply  a  uniform  brick  list 
under  which  all  of  the  articles  named  below  shall  be  accorded  equal 
rates  from  and  to  the  same  points  for  Interstate  transportation.  In 
carloads,  and  to  all  points  In  the  United  States  east  of  the  Rocky 
Mountains,  subject  to  a  carload  minimum  weight  not  exceeding  fO.OOO 
pounds,  marked  rapacity  of  car  to  govern  If  lens  than  the  minimum: 

Brick  or  block:  Building  or  facing  (solid,  hollow  or  perforated), 
except  enameled. 

Brlrk.   fire 

Rrlrk  or  block:     Paving,  shale  or  flre  clay. 

Brlrk:  Salt  glased,  when  shipped  In  same  manner  as  building  or 
faring  brick. 

Ground  clay,  ground  shale  or  ground  flre  clay 
Blocks   or  tile:     Hollow   building  or  condensing. 

ks:     Silo,    radial-chimney  and   segment 
CotsdulU      Clay  or  shale,  not  lined. 

Slabs:  Clay  or  nhale.  not  enameled,  not  roofing  or  ornamental, 
loaded  loose  In  cars,  when  shipped  In  the  same  manner  as  building 
or  facing  brlrK. 

v  building  or  flreprooflng. 

The  provision*  of  this  paragraph  shall   not  be  construed  as  pre- 
venting the  Inclusion  In  the  uniform  brlrk  lint  of  other  clay  products 
nf  similar  tran»portatlon  characteristics:  Provided.  That  the  rates  for 
the  Interstate  transportation,  for  distances  not  In  excess  of  150  mile*. 
•>mmon  brick.  bV carloads,  viz..   brick  not  vltrlflei).  mad.-  from   low 
grade  surface  clay,  loaded  at  random  to  the  marked  capacity   of  th<- 
rar  without  protection  against  chipping  or  breaking,  shall  not  exceed 
t*U,crr>1,°Mhc  "^responding  Tnit»  contemporaneously  maintained 
on  articles  In  the  uniform  brick  list  from  and  to  the  same  points. 

i    further    ordered.    That    said    defendants,    according    as    they 

Iclpate   In    the    transportation,    be,   and    they    are    hereby,    notified 

rerju, red    to   establish    and   to    maintain    and    apply    ratei.    for    the 

nr?     ,K   ""ini>Port«l">n,   of.  articles   In    the   uniform    brick    II..I    from 

Au?0          named  below  which  «hall  not  <•*. md  the   following: 

Between  Chlrago.  HI.,  and  New  York,  N.  Y 31  cents  per  100  lb». 


From  Danville.  111.,  and  Attica,  Ind.,  to  Chicago,  III. .  .$1.75  per  net  ton 

From  Canton,  Ohio,  to  Chicago,  111 3  16  per  net  ton 

From  Pittsburgh,  Pa.,  to  New  York,  N.  Y 4.20  per  net  ton 

It  is  further  ordered.  That  said  defendants,  according  as  they 
participate  in  the  transportation,  be,  and  they  are  hereby,  notified 
and  required  to  establish  and  to  maintain  and  apply  short-haul  rates 
for  the  Interstate  transportation  of  articles  in  the  uniform  brick  list, 
in  carloads,  within  central  territory,  including  all  points  in  Illinois. 
and  within  trunk  line  territory,  respectively,  which  shall  not  exceed 
the  following  scales  except  where  higher  rates  result  from  the  group 
and  differential  adjustment  made  with  relation  to  established  base 
rates: 

Rates  Rates 

per  ton  per  ton 

Central   territory   scale       Cents  Trunk  line  scale  Cents 

20  miles   and   under    SM        15  miles  and  under 90 

21  miles  and  not  over  34 105       16  miles  and  not  over  2G 105 

35   miles   and   not   over   48 120       26  miles  and  not  over  36 120 

19  miles  and  not  over  86 13!        37  miles  and  not  over  47 13.1 

66  miles  and  not  over  S3 150       48  miles  and  not  over  59 150 

84  miles  and  not  over  101 165       60  miles  and  not  over  73 165 

12  miles  and  not  over  124 180       74  miles  and  not  over  87 180 

125  miles  and  not  over  147 195       88  miles  and  not  over  101 195 

148  miles  and  not  over  160 197       102  miles  and  not  over  117 210 

118  miles  and  not  over  134 225 

135  miles  and  not  over  160 240 

It  is  further  ordered.  That  said  defendants,  according  as  they  par- 
ticipate in  the  transportation,  be,  and  they  are  hereby,  notified  and 
required  to  cease  and  desist  from  practicing  the  undue  prejudice, 
undue  preference  and  advantage,  and  unjust  discrimination  found  In 
said  report  to  exist  in  the  relation  of  the  Intrastate  rates  on  articles 
In  the  uniform  brick  list,  in  carloads,  from  Danville.  III.,  to  Chicago.  111. 
on  the  Tine  hand,  and  the  Interstate  rates  on  like  traffic  from  Danville. 
III.,  and  Attica.  Ind.,  to  Chicago,  on  the  other;  and  to  establish,  put  in 
force,  and  maintain  a  rate  for  the  Intrastate  transportation  from 
Danville  to  Chicago  of  articles  In  the  uniform  brick  list  prescribed 
herein.  In  carloads,  which  shall  not  be  lower  than  the  corresponding 
rate  contemporaneously  maintained  by  said  defendants  for  the  Inter- 
state transportation  of  like  traffic  from  Danville  and  Attica  to  Chicago. 

The  Commission.  In  disposing  of  the  case,  left  undisposed 
of  not  only  the  structures  in  New  England,  the  South,  West 
and  Southwest  because  the  record  was  inadequate  but  it  also 
left,  without  positive  direction,  the  question  of  a  group  rate 
adjustment  In  the  western  district  requested  by  the  complain- 
ants. It  said,  however,  that  where  there  are  a  number  of 
competing  brick-producing  points  within  a  short  radius,  using 
the  same  deposit  of  clay  or  shale,  the  carriers  properly  might 
group  them  on  long-haul  traffic. 

As  to  joint  rates  Into  the  South,  the  Commission  said  the 
record  was  not  sufficient  to  condemn  the  practice  of  making 
the  rates  Into  the  South  by  combination  on  the  Ohio  River. 
It  said  the  record  did  not  afford  sufficient  foundation  for  an 
order  removing  discrimination.  If  any,  caused  by  the  mainte- 
nance of  Joint  rates  to  the  South  from  certain  points  in  Trunk 
Line  territory. 

Interveners  from  the  Southwest  urged  the  Commission  not 
to  prescribe  the  uniform  list  unless  It  could  at  the  same  time 
fix  the  measure  of  the  rates  in  the  Southwest.  At  the  argu- 
ment the  southern  intervene™  urged  that  hollow  building  tile 
be  not  included  In  the  list.  Their  objections  to  a  uniform  list 
consisted  of  their  fears  that  the  carriers  would  use  the  estab- 
lishment of  such  a  list  as  an  excuse  for  increasing  the  rates 
on  common  brick  so  as  not  to  discriminate  in  favor  thereof. 
On  that  point  the  Commission  said: 

\v-  are  of  opinion  that  the  objections  raised  should  not  be  per- 
mitted to  militate  against  the  establishment  of  the  uniform  list  and 
that  from  a  classification  standpoint  there  Is  no  sound  basis  for  the 
various  distinctions  In  these  territories  between  articles 
comprising  that  list.  However,  we  shall  expect  the  carriers 
In  those  territories  In  establishing  the  uniform  brick  list  to 
observe  as  a  guiding  rule  the  preservation  of  existing  revenues,  based 
on  the  relative  volume  of  movement  of  the  various  commodities  be- 
I\V..-M  given  points  for  a  representative  period.  Where  there  Is  no 

i  im-nt  of  tile,  for  example,  from  a  producing  district,  the  carrier* 
uld  not  attempt  as  a  Dart  of  this  proceeding  to  Increase  the  ex- 
isting level  of  rates  under  the  guise  of  establishing  the  uniform 
brick  list,  but  such  Increases,  If  any,  as  are  deemed  justified  In  the 
measure  of  such  rateii  should  be  made  the  subject  of  subsequent  re- 
vision. 


RIVER  CROSSING  EQUALIZATION 

Equalization  of  Ohio  and  Mississippi  River  crossings,  on 
dressed  poultry,  fresh  meats  and  packing  house  products,  if 
made  at  all.  will  have  to  be  made  by  reducing  the  rates  via 
Memphis  and  not  by  raising  those  via  the  Ohio  River  crossings. 
Attempt  to  equalize  them  by  hoisting  the  rates  via  the  Ohio 
River  crossing  rates  has  been  condemned  by  the  Commission.  In 
a  report  on  No.  12648,  Swift  A  Co.  vs.  A.  T.  ft  S.  P.  et  al..  opinion 
No.  7529,  68  I.  C.  C.  157-8,  the  Commission  said  the  one-half  cent 
increase  made  on  the  commodities  named.  December  2,  1920, 
from  Kansas  City.  Omaha  and  South  St.  Joseph,  had  made  the 
rates  unjust  and  unreasonable. 

Relief  for  the  future  was  prayed  In  the  petition.  The  half 
cent  added  to  each  of  the  rates  is  to  be  removed  not  later  than 
June  15,  on  not  less  than  five  days'  notice. 

No  effort  was  made  by  the  carriers  to  Justify  the  advance, 
probably  because.  In  a  similar  case.  Fresh  Meats  and  Dressed 
Poultry  from  Ohio  River.  61  I.  C.  C.  610,  the  Commission  con- 
demned an  attempt  by  the  lines  south  of  the  Ohio  to  equalize 
the  crossings  by  adding  half  a  cent  to  the  factors  south  of  the 
river.  The  Commission,  in  disposing  of  fhe  instant  case,  said 
that  one  was  controllng  In  this  one. 
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In  their  prosecution  of  the  case,  the  complainant  and  Armour 
&  Co.,  an  intervener,  suggested  that  If  the  carriers  desired  to 
equalize  the  crossings,  the  way  to  do  so  would  be  to  reduce  the 
rates  via  Memphis  rather  than  put  those  through  the  Ohio  cross- 
ings on  a  level  higher  than  allowed  in  Ex  Parte  74.  The  Com- 
mission said  it  was  impressed  with  that  argument. 

In  its  intervening  petition  Armour  &  Co.  undertook  to  bring 
in  issue  rates  from  Sioux  City,  St.  Paul,  Chicago  and  East  St. 
Louis,  but  the  Commission  said  it  would  not  consider  the  facts 
tending  to  broaden  the  issues  tendered  by  the  complainant.  Re- 
lief on  that  phase  of  the  matter,  therefore,  if  given,  will  be  by 
the  voluntary  act  of  the  carriers. 

The  rates  to  be  established  will  be:  From  Kansas  City  and 
South  St.  Joseph  on  packing  house  products,  29  cents,  and  on 
fresh  meats  and  dressed  poultry,  37  cents;  and  from  Omaha  on 
fresh  meats  and  dressed  poultry,  42.5  cents. 


authorized  in  the  tariff  regulations  previously  referred  to,  gov- 
erning diversions  and  reconsignments." 


PERMIT  TO  EMBARGOED  POINT 

Issuance  of  a  permit  to  ship  to  an  embargoed  point,  by  a 
delivering  line,  has  the  effect  of  making  applicable  the  through 
rate  from  point  of  origin  to  final  destination.  The  fact  that  the 
delivering  carrier  issues  such  a  permit  and  accepts  a  reconsign- 
ment  order,  constitutes  a  waiver  of  its  right,  under  the  tariffs,  to 
insist  on  assessment  of  the  higher  combination  consisting  of  the 
locals  to  and  from  the  points  of  reconsignment  or  diversion. 

The  foregoing  is  the  substance  of  the  decision  of  division 
No.  3,  in  a  report  on  No.  12331,  Frick-Reid  Supply  Company  vs. 
Director-General,  as  agent,  Pittsburgh  &  Lake  Erie  et  al.,  opin- 
ion No.  7527,  68  I.  C.  C.  151-4,  and  five  sub-numbers,  all  brought 
by  the  same  complainant  against  the  Director-General  and  the 
carriers  over  the  lines  of  which  thirteen  carloads  of  oil  well  sup- 
plies moved' from  eastern  points  of  origin,  to  Ranger,  Eastland, 
Olden  and  Gorman,  Tex.,  points  in  the  oil  fields  where  such  sup- 
plies were  in  extraordinary  demand  in  the  fall  of  1919  and  the 
early  part  of  1920  and  against  which  embargoes  applied,  chiefly 
because  of  the  extraordinary  demands  for  transportation  to  and 
from  the  then  rapidly  expanding  oil  fields. 

All  but  two  of  the  shipments  were  billed  from  oil  well  sup- 
ply manufacturing  points,  such  as  Woodlawn,  Oil  City  and  Huff, 
Pa.,  Wheeling  and  Parkersburg,  W.  Va.,  Toledo,  O.,  and  Trenton, 
N.  J.,  to  St.  Louis.  The  two  exceptions  were  billed  to  Dallas  and 
Dublin,  Tex. 

The  reconsignment  tariffs  then  as  now  contained  the  pro- 
hibition against  reconsignment  at  or  to  a  destination  or  point  of 
delivery  at  which  an  embargo  was  in  force  at  the  time  of  ship- 
ment; and  also  the  proviso  that  the  prohibition  would  not  lie 
against  shipments  made  under  authorized  permits. 

The  shipments  were  made  without  permits.  En  route,  how- 
ever, the  complainant  persuaded  the  delivering  lines  to  issue 
permits  to  ship.  These  permits  were  wired  to  the  connections 
of  the  delivering  lines  at  the  points  where  reconsignment  was 
accomplished,  of  which  the  following,  the  Commission  said,  was 
typical:  "Accept  one  car  pipe  from  Frick-Reid  Supply  Co.,  St. 
Louis,  same  consignee,  Olden,  Tex.  Permit  expires  January  15, 
U-5166."  That  wire  was  sent  by  the  Texas  &  Pacific  at  Dallas 
to  the  Missouri  Pacific  at  St.  Louis. 

The  complainant,  by  mail  or  by  telegram  confirmed  by  let- 
ter, instructed  the  lines  over  which  the  shipments  were  routed 
into  the  original  destinations  "to  reconsign  on  through  rate"  to 
the  several  Texas  points  of  ultimate  destination. 

Instead,  however,  of  collecting  charges  on  the  through  rates 
from  points  of  origin  to  final  destinations,  the  carriers  collected 
the  locals  as  if  the  shipments  had  been  new  billed  from  the 
reconsignment  points.  This,  the  Commission  said,  was  illegal 
and  ordered  reparation  down  to  the  basis  of  the  through  rates  in 
effect  from  the  points  of  origin  to  the  reconsigned  of  ultimate 
destinations. 

The  defendants  took  the  position  that  the  exception  in  the 
reconsignment  rules  conditions  contemplated  the  preservation 
of  the  right  of  reconsignments  if  and  when  permits  to  ship  were 
issued  to  cover  the  movement  from  the  points  of  origin.  They 
contended  that  the  permits  in  these  cases  merely  authorized 
the  carriers  serving  the  original  destinations  to  accept  the  cars 
as  independent  movements  made  from  those  points  on  new 
billing.  They  pointed  to  a  note  of  instructions  to  the  Eastland 
agent  of  the  Texas  &  Pacific,  appearing  on  one  of  the  permits 
as  showing  that  that  was  the  effect  of  the  permits.  The  note 
of  instruction  said:  "If  this  car  is  reconsigned  on  through  rate 
in  violation  of  embargo  rules  please  see  that  proper  freight  rate 
is  collected  before  shipment  is  delivered  to  destination."  The 
agent  followed  orders,  but  the  Commission  pointed  out  that  the 
facts  showed  the  carriers  did  not  exercise  the  right  which  they 
had,  under  their  tariffs,  to  refuse  orders  for  diversion  or  recon- 
signment to  embargoed  points,  but  diverted  or  reconsigned  the 
shipments,  without  requiring  new  billing,  upon  the  complain- 
ant's written  instructions.  They  not  only  did  that,  the  Commis- 
sion pointed  out,  but,  in  most  instances,  advised  the  complainant 
that  the  cars  had  been  "reconsigned  as  requested." 

'Their  character  as  diverted  or  reconsigned  shipments  was 
thus  fixed  by  the  voluntary  action  of  the  carriers,"  said  the 
Commission,  "and  as  such  they  became  subject  to  the  charges 


RATES  ON  EXCELSIOR  BOLTS 

A  holding  of  unreasonableness,  an  award  of  reparation  and 
an  order  establishing  a  reasonable  rate,  have  been  made  in 
No.  12370,  Phillips  Excelsior  Company  vs.  Director-General,  and 
Southern  Railway,  opinion  No.  7533,  68  I.  C.  C.  165-6,  as  to 
rates  on  excelsior  bolts,  from  Cohutta,  Ga.,  McDonald,  Summit 
and  Tyner,  Tenn.,  to  Chattanooga  during  federal  control.  The 
Commission  found  those  in  effect  during  federal  control  un- 
reasonable and  ordered  the  carrier  to  establish,  from  Cohutta 
to  Chattanooga,  a  rate  on  excelsior  bolts,  of  green  pine,  not 
more  than  8  inches  in  diameter,  nor  more  than  48  inches  long, 
not  in  excess  of  the  rate  applicable  on  cordwood. 

All  except  one  shipment  moved  during  federal  control. 
Charges  were  collected  by  the  Southern  at  log  rates  of  3  cents 
from  Cohutta  and  per  car  rates  from  the  other  points,  all  higher 
than  the  cordwood  rates  of  $1.25  from  Cohutta  and  $1.125  from 
the  other  points,  higher  than  the  log  rates. 

The  Commission  said  those  higher  than  the  rates  on  logs 
were  unreasonable  and  awarded  reparation  to  the  basis  of  the 
log  rates.  It  did  that  because  some  of  the  bolts  were  more 
than  8  inches  in  diameter  and  inasmuch  as  they  were  mixed 
with  bolts  of  8  inches  or  less  the  log  rates  were  properly 
applicable.  As  to  the  shipments  of  bolts  that  came  within  the 
8  inch  diameter  rule,  it  said  the  rates  were  unreasonable  to 
the  extent  they  exceeded  those  on  cordwood. 

Its  order  to  establish  raies  for  the  future  is  limited  to  the 
rate  from  Cohutta. 


RATES   ON  LIVE  STOCK 

The  Commission  has  dismissed  No.  12562,  Carstens  Packing 
Company  vs.  Director-General,  as  agent,  Camas  Prairie,  et  al., 
opinion  No.  7518,  68  I.  C.  C.  125-6,  holding  rates  on  live  stock, 
from  points  in  Montana,  Utah,  Idaho,  California,  Oregon,  and 
Washington,  to  Spokane  and  Tacoma  had  not  been  shown  to  be 
or  to  have  been  unreasonable. 

This  case  was  brought  because,  December  31,  1919,  the  Di- 
rector-General put  rates  on  live  stock  on  the  100  pound  basis. 
After  federal  control  terminated  the  Commission  allowed  them 
to  be  put  back  on  the  per  car  basis.  In  converting  the  per  car 
rate  to  per  100  pound  basis,  the  carriers  used  what  the  complain- 
ant called  arbitrary  figures,  resulting  in  unreasonable  charges.  The 
Commission  said  that  while  the  comparisons  offered  by  the  com- 
plainants brought  about  a  comparison  between  commodities,  th» 
transportation  conditions  of  which  were  different,  they  did  not 
show  that  the  per  100  pound  rates  were  unreasonable. 


RATE  ON  FOUNDRY  FLASKS 

A  holding  of  unreasonableness,  an  award  of  reparation  and 
an  order  to  establish  a  reasonable  rate  have  been  made  in  No. 
12264,  American  Manganese  Steel  Company  vs.  Director-General, 
B.  &  0.,  et  al.,  opinion  No.  7526,  68  I.  C.  C.  149-50,  as  to  a  fifth 
class  rate  of  $2.19  applied  on  iron  foundry  flasks,  from  Chicago 
Heights  to  Oakland,  Cal.,  shipped  in  September,  1919.  The  Com- 
mission held  the  rate  was  unreasonable  to  the  extent  it  exceeded 
$1.125,  the  commodity  rate  contemporaneously  applicable  on 
rough  iron  and  steel  castings  and  ingot  molds.  The  Commis- 
sion held  the  fifth  class  rate,  now  $2.92,  for  the  future  would 
be  unreasonable  for  application  to  the  foundry  flasks,  which 
move  in  open-top  cars,  needing  no  protection  from  the  weather 
or  bracing  in  the  cars.  The  Commission  called  attention  to  the 
fact  that  in  Moreland  Motor  Truck  Co.  vs.  Director-General,  60 
I.  C.  C.  179,  it  held  that  fifth  class  on  pressed  steel  side  mem- 
bers of  automobile  frames  was  too  high  and  ordered  it  reduced 
to  $1.125  for  the  shipments  moving  prior  to  Ex  Parte  74  and 
that  side-members  are  articles  of  higher  grade  than  cast-iron 
foundry  flasks.  Reparation,  in  this  case,  is  to  be  made  to  the 
basis  of  $1.125  because  the  shipment  took  place  before  August 
26,  1920.  The  rate  of  $1.50  is  to  be  made  operative  not  later 
than  June  15. 


COAL  TO  OTTUMWA,  IOWA 

The  Commission  has  dismissed  No.  12486,  National  Supply 
Company  vs.  C.  B.  &  Q.,  Director-General,  et  al.,  opinion  No. 
7554,  68  I.  C.  C.  285-6,  holding  the  applicable  rates  on  soft  coal 
from  West  Clinton,  Ind.,  to  Ottumwa,  la.,  and  reconsigned  from 
that  point  to  various  destinations  in  Iowa  and  Nebraska,  in  Oc- 
tober, 1919,  were  not  unreasonable  or  unduly  prejudicial.  The 
contention  of  the  complainant  was  that  the  Director-General 
should  have  routed  the  cars  through  Peoria  and  not  through 
the  congested  Chicago  district.  The  routing  shown  by  the  con- 
signor was  Chicago,  Terre  Haute  &  Southeastern  and  Burling- 
ton. No  intermediate  carrier  was  shown  so  the  cars  were  hauled 
to  Chicago  by  the  Terre  Haute  and  turned  over  to  the  Burling- 
ton. The  Commission  pointed  out  that  dispatch  through  Peoria 
would  have  involved  the  use  of  the  Lake  Erie  &  Western  as  an 
intermediate  carrier.  The  applicable  combinations  via  Chicago 
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were  higher  than  those  in  effect  via  Peoria,  for  distances  97 
miles  less  than  via  Chicago. 

The  complainant  contended  that  the  Director-General,  under 
General  Order  No.  1,  should  have  sent  the  cars  through  Peoria 
and  thereby  avoided  the  congested  Chicago  terminals.  The  Com- 
mission pointed  out  that  that  order  also  provided  for  the  ob- 
servance or  protection  of  the  rate  via  the  route  specified  by  the 
shipper.  By  implication  the  Commission  held  that  the  failure 
of  the  consignor  to  name  an  intermediate  carrier  or  an  inter- 
mediate junction,  left  the  billing  showing  movement  only  over 
the  Terre  Haute  and  Burlington,  via  Chicago. 


REPARATION  ON  SAND 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  sand  from  Irving,  N.  Y..  to  James  City,  Pa.,  has  been  made 
in  No.  11686,  American  Plate  Glass  Company  vs.  Director-Gen- 
eral, as  agent,  Pennsylvania,  et  al..  opinion  No.  7523,  68  I.  C.  r 
141-2.  The  Commission  held  the  rate  paid  by  the  complainant. 
68  cents  per  ton,  from  Irving  to  Warren.  Pa.,  plus  9  cents  per 
100  pounds  from  Warren  to  James  City,  unreasonable  to  the  ex- 
tent it  exceeded  a  joint  rate  of  7.8  cents  from  Irving  to  James 
City,  applicable  over  the  New  York  Central  to  Erie.  Pa.,  to  Kane, 
Pa.,  and  Kane  and  Elk  to  James  City. 

The  complainant  alleged  the  rate  Imposed  was  In  violation 
of  the  long-and-short-haul  part  of  the  fourth  section  because  it 
exceeded  *  state  commodity  rate  of  57.8  cents  per  ton,  from  War- 
ren to  James  City,  plus  an  interstate  rate  to  Warren.  The  Com- 
mission said  that  state  rate  was  not  applicable  to  interstate  ship- 
ments so  there  was  no  violation  of  the  fourth  section. 

The  defendants  contended  the  complainant  specified  an  un- 
natural route  and  that  the  natural  route  was  via  Erie.  The  Com- 
mission said  that,  distance  alone  considered,  the  route  of  move- 
ment was  the  natural  one. 


POWER  OVER  INTRASTATE  RATES 

The  Commission  has  held.  In  a  report  on  No.  12325,  Wasatch 
Coal  Company  et  al.  vs.  Director-General  et  al.,  opinion  No.  7516, 
68  I.  C.  C..  118-20,  that  it  has  jurisdiction  in  that  case  and  three 
others,  in  which  the  complainants  alleged  rates,  during  federal 
control,  were  "unjust,  unreasonable,  unlawful,  discriminatory, 
unduly  preferential  and  unduly  and  unreasonably  prejudicial 
and  in  violation  of  the  laws  of  the  state  of  Utah,"  In  some  In- 
stances, and  of  the  constitution  and  statutes  of  Arlxona.  In  others. 
Having  so  held,  the  Commission  has  decided  to  set  them  for 
further  hearing,  and  dented  the  motions  of  the  defendants  to  dis- 
miss them. 

The  other  complaints  involved  In  the  jurisdictional  question 
were  No.  12328,  Jeremy  Fuel  A  Grain  Company  et  al.  TS.  Direc- 
tor-General; No.  12S64.  Southern  Aritona  Traffic  Association  et 
al.  vs.  Director-General,  as  agent,  et  al.;  and  No.  12391,  same  vs. 
same.  Individual  lines  were  made  defendants  In  some  of  the 
three  related  complaints.  Thr-lr  attorneys  joined  with  the  repre- 
sentative of  the  Director-General  in  moving  to  dismiss  either 
for  want  of  jurisdiction  or  because  no  cause  of  action  was  stated. 
In  Nos.  12364  and  12391.  formal  demand  was  made  by  the  de- 
fendants for  compliance  with  the  rule  of  the  Commission  re- 
quiring deflniteness  in  complaints  asking  for  the  recovery  of 
i!.im  !-•• 

The  Commission  looked  to  the  holdings  of  the  federal  courts 
to  find  authority  for  disposing  of  the  contentions  of  the  attor- 
neys for  the  defendants,  to  buttress  Its  conclusion  that  It  had 
jurisdiction  over  the  complaints.  It  said: 

The  foot  thmt  their  complaint*  were  filed  with  us  In  not  without 
nlgnlftcance  In  determining  the  question  whether  they  Invoke  our 
Jurisdiction  under  act*  of  Congress.  We  muat  look  to  the  lubatance 
of  m  complaint  rather  than  to  lt«  form.  One  of  the  essential  element* 
of  a  complaint  before  u«  !•  allegation  of  violation  of  a  law  which  we 
have  Jurisdiction  to  administer.  In  the  complaint*  filed  In  them  pro- 
ceedings complainants  allege  that  the  Intrastate  rates  therein  de- 
scribed were  unjust,  unreasonable,  unjustly  discriminatory,  and  un- 
duly prejudicial  and  pray  for  reparation.  Section  2M  (c)  of  the 
transportation  act.  19m,  confers  upon  us  Jurisdiction  to  hear  and 
decide  complaints  of  this  character  arising  during  the  period  of 
federal  control.  In  Williams  vs.  fnlted  Htats*.  US  U.  8.,  Ml.  the 
•1  States  Supreme  Court  said,  page  2*9: 

"We  must  look  to  tl  nt  Itself,  and  If  It  properly  charges 

an  offense  under  the  laws  of  the  rnlted  States,  that  Is  sufficient  to 
sustaJn  It.  although  the  representative  of  the  fnlted  States  may  have 
supposed  that  the  offense  charged  was  covered  by  a  different  staute." 

The  further  allegations  that  the  rate*  assailed  were  In  violation  of 
law*  of  the  states  of  I'tnh  and  Arizona  may  be  treated  as  surplusage 
Farley  v*  fnlted  States.  2(9  Fed..  721. 

wa  are  of  opinion  nnd  find  that  these  complaint*  sufficiently  and 
fairly  present  for  our  connlderatlon  and  determination  alleged  viola- 
tions of  federal  law*  which  we  have  Jurisdiction  to  administer. 
The  cases  win  be  set  for  further  h.-nrlng  to  receive  I  ildeuix  regard- 
ing the  rates  assailed  In  so  far  a*  mich  rates  were  collected  on  ship- 
ments made  during  the  period  of  (•  -..I 

RATE  ON  FISH  OIL 

An  award  of  reparation  on  account  of  unreasonable  rates 
<.n  n»h  oil  from  Port  St.  Jo.-,  Kla  .  to  Ivorydale,  O.,  has  been 
made  In  No.  12363,  Procter  *  Gamble  Company  vs.  Apalachlcola 

h.  rn  it  al..  opinion  No.  7517.  68  I.  C.  C.  121  4.  The  Com- 
mission held  the  present  joint  commodity  rate  of  80  cents  to 
be  not  unreasonable.  The  complainant  contended  for  a  rate  of 


66  cents  for  the  future  and  a  rate  of  53  cents  prior  to  Ex  Parte 
74.  The  Commission  thought  such  rates  too  low  and  approved 
the  existing  rate  of  80  cents.  Twenty-seven  carloads  of  fish  oil 
were  involved.  They  moved  between  June  and  November,  1920. 
There  are  no  movements  now,  but  the  Commission  said  the 
shutdown  of  the  fish  oil  plant  was  only  temporary.  The  rate 
charged  before  Ex  Parte  74  was  $1.29  and  thereafter  $1.615,  a 
combination  of  the  sixth  class  rate  of  44  cents  of  the  Apalachi- 
cola  Northern  and  the  joint  sixth  class  rate  of  the  carriers 
beyond  River  Junction.  The  80-cent  joint  commodity  rate  was 
established  October  13,  1920. 

While  shipments  were  begun  in  June,  1920,  application  for 
a  lower  rate  was  not  made  until  a  month  later.  The  carriers 
sought  to  make  a  point  out  of  the  fact,  but  the  Commission  said 
if  the  rate  charged  was  unreasonable,  and  it  thought  it  was,  the 
absence  of  a  request  for  a  reduction  prior  to  the  movement  of 
the  traffic,  was  immaterial.  The  right  to  a  reasonable  rate  does 
not  depend  upon  whether  there  was  or  was  not  a  request  there- 
for. The  Commission  cited  American  Agricultural  Chemical  Co. 
vs.  Director-General,  66  I.  C.  C.  277,  on  that  point. 


RATES  ON  CREAM  IN  NEBRASKA 

On  what  amounted  to  a  confession  of  judgment  by  the 
Burlington,  the  Commission,  in  a  report  on  No.  12532,  Fairmont 
Creamery  Company  vs.  Chicago,  Burlington  &  Quincy,  opinion 
No.  7567,  68  I.  C.  C.  319-20,  held  unreasonable  an  any-quantity 
rate  of  40  cents  per  10-gallon  can  of  cream  from  Concordia, 
Kan.,  to  Crete,  Neb.,  in  the  period  between  March  1  and  May  26, 
1920.  to  the  extent  it  exceeded  a  carload  rate  of  25  cents  per 
can,  200  cans  to  be  the  minimum.  It  ordered  reparation  to  that 
basis.  The  carload  rate,  cancelled  on  the  last  day  of  federal 
control,  was  25  cents  per  can  on  a  carload  minimum  of  150  cans 
during  the  prevalence  of  the  any-quantlty  rate  averaged  267 
and  winter  months.  The  carload  rating,  established  May  26,  in- 
creased the  minimum  to  200  cans.  The  74  consignments  shipped 
during  the  prevalence  of  the  any-quantity  rate  averaged  267 
cans.  The  Burlington  admitted  the  any-quantlty  rate  was  un- 
reasonable to  the  extent  it  exceeded  the  subsequently  estab- 
lished one. 


RATES  ON   TIRE   CARRIERS 

The  Commission  has  dismissed  No,  12381,  Chevrolet  Motor 
Company  of  Michigan  vs.  Director-General.  Grand  Trunk  West- 
ern, et  al.,  opinion  No.  7552.  68  I.  C.  C.  281-2,  holding  rates  on 
automobile  tire  carriers,  carloads,  from  Detroit  to  Flint,  Mich., 
during  federal  control  had  not  been  shown  to  have  been  un- 
reasonable or  unjustly  discriminatory.  The  complainant  asked 
for  reparation  and  the  proper  classification  of  the  tire  carrier 
In  question,  which  consists  of  a  steel  rim,  brackets  and  a  cross- 
piece  to  lock  the  rim  and  hold  the  license  plate.  There  is  no 
specific  rating  on  it.  but  the  carriers  applied  fourth  class,  the 
rating  applicable  to  hardware  not  otherwise  specified.  The  com- 
plainant contended  for  the  fifth  class  rating  on  automobile  parts, 
N.  O.  I.  B.  N.  The  Commission  passed  on  that  question  in 
Bulck  Motor  Co.  vs.  Director-General,  60  I.  C.  C.,  holding  that 

carriers  are  not  automobile  parts  and  that  the  fourth  class 
rating  was  not  unreasonable. 


RATES  ON  CATTLE  TO  FORT  WORTH 
An  award  of  reparation  on  account  of  unreasonable  rates  on 
beef  cattle,  from  Wilson,  Okla.,  to  Fort  Worth.  Tex.,  has  been 
made  in  No.  11972,  M.  L.  Davis  and  W.  D.  Davis  vs.  Gulf.  Colo- 
ratio  &  Santa  Fe,  Director-General,  as  agent,  et  al.,  opinion  No. 
7ftS9.  68  I.  C.  C..  803-4.  A  rate  of  32  cents  was  imposed  on  24 
carloads  of  cattle  shipped  between  July  16  and  November  I. 
1917,  and  34.5  cent*  on  20  carloads,  shipped  between  July  13  and 
August  26,  1918.  As  to  the  cars  that  moved  prior  to  government 
control  the  carriers  admitted  the  rate  unreasonable  to  the  ex- 
tent it  exceeded  22.5  cents.  The  Director-General,  however, 
pointed  to  the  aggregate  of  Intermediates  and  professed  willing- 
ness to  make  reparation  to  that  basis.  The  Commission  held 
the  32-cent  rate  unreasonable  to  the  extent  It  exceeded  19.25 
cents  and  the  34.6-cent  rate  unreasonable  to  the  extent  It  ex- 
ceeded 24  cents  and'  awarded  reparation  to  the  bases  of  such 
. 


RATE  ON  ALUM  TO  LODI,  N.  J. 

An  award  of  reparation,  on  account  of  an  unreasonable  rate 
on  a  carload  of  alum,  shipped  from  Chattanooga,  Tenn.,  to  Lodl, 
N.  J.,  in  May,  1917,  has  been  made  In  No.  12833  (Sub-No.  1), 
Kalbfleisch  Corporation  vs.  Central  of  Georgia  et  al.,  opinion 
No.  7573,  68  I.  C.  C.  333-4.  Reparation  Is  to  be  made  to  the 
basis  of  a  subsequently  established  rate  of  $6.62  per  ton,  plus 
15  cents  per  $100  valuation,  the  latter  charge  to  cover  marine 
Insurance.  The  shipment  moved  Central  of  Georgia  through 
Savannah  Ocean  Steamship  Company  and  New  York,  Susqiif 
hanna  &  Western.  A  joint  sixth  class  rate  of  49  cents  was  the 
legal  rate,  but  the  shipment  was  charged  a  rate  of  55.8  cents. 
which  was  admitted  to  be  Illegal.  The  plant  of  the  complainant 
was  built  at  Chattanooga  on  the  assurance  of  the  carriers  that 
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commodity  rates  would  be  necessary  to  enable  the  complainant 
to  compete  with  existing  plants.  The  shipment  was  made  be- 
fore the  carriers  had  made  the  commodity  rate  available. 

RATES  ON  CANS  TO  STOUGHTON,  WI8. 
A  finding  of  unreasonableness  and  an  award  of  reparation, 
as  to  rates  on  tin  cans,  from  Cragin,  111.,  to  Stoughton,  Wis.,  has 
been  made  in  No.  12206,  Wisconsin  Dairy  Products  Company  vs. 
Chicago,  Milwaukee  &  St  Paul  and  Director-General,  opinion 
No.  7561,  68  I.  C.  C.,  307-88.  The  Commission  also  found  that 
in  some  instances  a  rate  higher  than  the  one  applicable  was 
imposed.  It  found  the  applicable  rates  generally  not  unrea- 
sonable, but  as  to  a  rate  of  28  cents  from  August  26  to  Novem- 
ber 25,  1920,  it  said  it  was  unreasonable  to  the  extent  it  exceeded 
27  cents,  and  as  to  rates  to  Stoughton  in  excess  of  those  to  Dar- 
win, Wis.,  it  found  their  collection  amounted  to  the  imposition 
of  overcharges,  because  the  rates  to  Darwin  constituted  the 
measure  of  rates  to  Stoughton. 

REPARATION    ON    GRAVEL 

On  an  admission  that  the  rates  were  unreasonable,  to  the 
extent  they  exceeded  the  aggregate  of  the  intermediates,  the 
Commission,  in  No.  12567,  Magnolia  Petroleum  Company  vs. 
Director-General,  New  Orleans  &  Northeastern  et  al.,  opinion 
No.  7568,  I.  C.  C.  321-2,  has  ordered  reparation  on  shipments  of 
gravel  from  Hattiesburg,  Miss.,  to  Beaumont,  Tex.,  moving  in 
February,  1920,  to  the  basis  of  $1.10  per  cubic  yard,  plus  11 
cents  per  100  pounds',  which  was  the  subsequently  established 
joint  rate,  which,  at  the  time  of  the  shipments,  was  in  effect 
from  Hattiesburg  to  Port  Arthur,  through  Beaumont. 

SWITCHING  CHARGES  AT  ALBANY,  GA. 

In  a  report  on  No.  12650,  Hardaway  Contracting  Company  vs. 
Georgia  Southwestern  &  Gulf,  opinion  No.  7572,  68  I.  C.  C. 
331-2,  the  Commission  held  illegal  the  imposition  of  switching 
charges  of  $2  and  $5  per  car  on  traffic  to  and  from  a  sidetrack 
within  the  yard  limits  of  Albany,  Ga.,  intended  for  and  delivered 
to  the  plant  of  the  complainant  by  its  own  power  from  the  side- 
track to  which  the  defendant  took  the  cars  and  on  which  it 
performed  no'  more  service  than  pushing  the  cars  clear  of  its 
main  track.  The  charges  were  collected  under  a  tariff  effective 
October  30,  1919,  in  which  the  defendant  used  language  indi- 
cating that,  while  the  sidetrack  built  by  it  at  the  request  of 
the  complainant  was  actually  within  the  yard  limits  and  there- 
fore no  charge  was  possible,  it  was  to  be  treated  as  being  out- 
side the  yard  limits  and  as  if  the  defendant  had  performed  some 
service  on  the  4,000-foot  spur  track  over  which  the  cars  were 
moved  by  the  engine  of  the  complainant. 

RATES  ON  AUTOMOBILE  WOODWORK 
An  order  of  dismissal  has  been  entered  in  No.  12383,  Chevro- 
let Motor  Company  of  New  York  vs.  Director-General,  as  agent,  C. 
&  E.  I.  et  al.,  opinion  No.  7551,  68  I.  C.  C.  279-81,  the  Commission 
holding  that  fifth-class  rates  on  auto-body  woodwork,  knocked 
down,  and  on  untrimmed  floor,  toe,  and  running  boards,  in  the 
white,  carloads,  from  St.  Louis  to  Tarrytown,  N.  Y.,  on  ship- 
ments since  February  15,  1919,  wer£  and  are  not  unreasonable 
or  unjustly  discriminatory.  The  complainant  asked  for  a  sixth 
class  rating  and  reparation  to  that  basis.  Sixth  class  applied 
to  vehicle  stuff,  in  the  rough.  Since  the  adoption  of  the  con- 
solidated classification,  there  has  been  a  specific  rating  of  fifth 
class  on  auto-body  parts. 

RATES  ON    HAY  TO   MEMPHIS 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12852,  Farmers  Elevator  Company  of 
Southern  Lake  County,  Ind.,  vs.  Chicago,  Indianapolis  &  Louis- 
ville, as  to  the  lowest  combination  of  rates  on  hay  from  Din- 
widdie,  Ind.,  to  Memphis,  46  cents.  The  complainant  contended 
the  applicable  combination  was  unreasonable  to  the  extent  it 
exceeded  the  rate  of  30  cents  applicable  from  Lowell  and  North 
Hayden.  The  carriers  admitted  there  was  no  justification  for 
a  rate  higher  from  Dinwiddie  than  from  Lowell  and  North  Hay- 
den,  which  is  30  cents.  Reparation  is  to  be  made  to  the  basis 
of  a  30  cent  rate.  The  carriers  are  to  establish  a  rate  from 
Dinwiddie  no  higher  than  from  Lowell,  not  later  than  June  15. 


pete.  Since  the  hearing  the  carriers  serving  Norfolk  have  filed 
transit  tariffs.  In  the  circumstances,  therefore,  the  Commission 
said  the  cancellation  of  the  commodity  rates  on  such  material, 
lower  than  the  rates  on  lumber,  would  be  proper. 


RATES  ON  PAVING  BLOCK  MATERIAL 
The  Commission,  in  a  report  on  I.  and  S.  No.  1449,  opinion 
No.  7451-A,  66  I.  C.  C.  569-70,  has  held  as  justified  the  proposed 
cancellation  of  specific  commodity  rates  on  wooden  paving  block 
material  from  points  in  Alabama,  Florida  and  Georgia  to  NorJ 
folk,  Va.,  and  other  points.  The  cancellation  will  bring  into  ef- 
fect rates  on  the  paving  block  material,  the  rates  applicable  to 
lumber.  Protest  was  made  against  the  proposed  cancellation 
by  a  creosoting  company  at  Norfolk.  It  alleged  the  cancella- 
tion would  so  increase  its  costs  as  to  put  it  out  of  business 
through  inability  to  compete  with  creosoting  plants  at  Atlanta, 
Savannah  and  Jacksonville  having  transit  privileges.  It  ad- 
mitted that  if  given  transit  at  Norfolk  it  could  continue  to  com- 


RECONSIGNMENT   OF    LUMBER 

The  Chesapeake  &  Ohio  having  made  no  defense  of  its  pro- 
posal, the  Commission,  in  a  report  on  I.  and  S.  No.  1498,  opinion 
No.  7531,  68  I.  C.  C.  161,  has  said  the  proposed  reduction  of  the 
resonsignment  charge  on  lumber  and  other  forest  products,  at 
Boston,  Ind.,  to  ?3  per  car  regardless  of  the  time  when  the  re- 
consignment  was  given,  was  not  justified  and  ordered  the  can- 
cellation of  the  suspended  schedules.  Boston  is  a  small  station 
about  55  miles  west  of  Cincinnati  where  transit  lumber  is  han- 
dled for  reconsignment.  The  proposal  to  reduce  the  charge  to 
$3  per  car,  without  regard  to  the  time  when  the  instruction  was 
given,  was  made  in  a  defensive  way  when  some  other  carriers 
were  proposing  to  put  the  fee  on  a  flat  basis.  That  attempt 
was  condemned  by  the  Commission  in  American  Wholesale 
Lumber  Association  vs.  Director-General,  66  I.  C.  C.  393. 


REPARATION  FOR  MISROUTING 

An  order  directing  the  Director-General  to  make  reparation 
on  account  of  a  misrouted  shipment  has  been  made  in  No.  12558, 
Jacobson  Brothers  vs.  Northern  Pacific,  Director-General,  as 
agent,  et  al.,  opinion  No.  7539,  68  I.  C.  C.  201-3.  The  case  in- 
volved a  contractor's  outfit,  moving  from  Alice,  Minn.,  to  New 
Duluth,  Minn.,  in  March,  1919.  At  the  hearing  the  defendants 
admitted  that  the  movement  beyond  Duluth  should  have  been 
over  an  intrastate  route  via  Cloquet  instead  of  the  interstate 
route  used.  The  case  was  not  dismissed,  as  was  the  practice 
of  the  Commission  in  cases  of  that  character  in  which  it  was 
found  that  the  allegation  of  unreasonableness  was  based  on  the 
volume  of  the  rate  produced  by  a  misrouting. 


CERTIORARI  PETITION  DENIED 

The  Supreme  Court  of  the  United  States  this  week  denied 
the  petition  for  certiorari,  filed  by  Director-General  James  C. 
Davis  in  No.  885,  James  C.  Davis  vs.  John  Wiley  Reynolds,  tried 
in  the  United  States  Circuit  Court  of  Appeals  for  the  Fourth  Cir- 
cuit, in  a  suit  for  damages  for  personal  injuries  sustained  by 
Reynolds  on  which  Reynolds  obtained  a  judgment  for  $20,000 
in  the  eastern  district  of  Virginia;  and  also  the  application  of 
the  Nashville,  Chattanooga  &  St.  Louis  for  a  similar  writ  in 
No.  748,  N.  C.  &  St.  L.  vs.  Western  Union,  in  which  the  tele- 
graph company  successfully  maintained  proceedings  for  a  per- 
petual easement  for  commercial  telegraph  purposes  along  the 
railroad's  company's  right-of-way. 


JUDGMENT    FOR    DAMAGES   AFFIRMED 

The  Supreme  Court  of  the  United  States,  in  a  per  curiam 
decision,  has  affirmed  the  judgment,  with  costs,  in  No.  290,  Kan- 
sas City,  Clay  County  &  St.  Joseph  vs.  George  S.  Grier,  admin- 
istrator for  the  estate  of  Ralph  W.  Grier,  deceased,  in  which 
the  Supreme  Court  of  Missouri  affirmed  the  judgment  of  the 
lower  courts  of  Missouri,  in  which  the  respondent  in  the  Supreme 
Court  of  the  United  States  obtained  judgment  for  $10,000  for 
causing  the  death  of  Ralph  W.  Grier.  The  railroad  company 
claimed  the  lower  courts  erred  in  permitting  the  jury  to  bring 
in  a  verdict  in  excess  of  $2,000  when  no  damage  had  been  shown 
to  have  followed  the  death  of  Grier  and  the  statute,  as  con- 
tended by  the  railroad  company,  allowed  the  recovery  of  only 
$2,000  as  a  penalty. 


INTERLOCKING    DIRECTORATES,    ETC. 

The  Commission  has  authorized  Pierpont  V.  Davis  to  hold 
the  position  of  director  of  the  Minneapolis  &  St.  Louis  Railroad 
Company,  in  addition  to  the  positions  previously  authorized  by 
order  of  February  2. 

J.  E.  Broughal  has  been  authorized  to  hold  the  offices  of 
secretary,  treasurer  and  director  with  the  Bevier  &  Southern 
Railroad  Company  and  Delta  Land  &  Timber  Company  in  addi- 
tion to  treasurer  of  the  Neame,  Carson  &  Southern  Railroad 
Company. 

Massey  Holmes,  vice-president,  and  R.  L.  Latcher,  assistant 
treasurer,  have  been  authorized  to  hold  these  positions  with  the 
Delta  Land  &  Timber  Company  in  addition  to  offices  previously 
authorized  by  the  Commission. 

Various  officials  of  the  Baltimore  &  Ohio  Railroad  Company 
have  been  permitted  to  hold  positions  with  that  company  and 
numerous  other  carriers. 


TIME  FOR  PRESERVING  RECORDS 

The  Commission  has  issued  orders  with  respect  to  records 
of  carriers  by  water  and  electric  railway  companies,  providing 
that  the  period  of  federal  control  shall  not  be  computed  in  de- 
termining the  period  of  time  after  which  the  records  may  be 
destroyed. 
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RATES  ON  APPLES 

A  rate  on  apples  in  bulk  fifty  per  rent  in  excess  of  the  rate 
in  boxes  has  been  recommended  by  Examiner  H.  J.  Wagner  in 
a  report  on  No.  12997.  R.  J.  Holmes  et  al.  vs.  Director-General, 
as  agent.  The  complaint  was  that  the  rates  charged  for  car- 
loads of  bulk  apples  from  points  In  Oregon  In  1919.  to  Louis- 
ville, Ky..  and  Mansfield.  O..  were  unjust  and  unreasonable  to 

•  •xtent  tli-  :••(!  the  rates  on  apples  in  boxes.  The 

examiner  found  that  the  full  class  rates  should  have  been 
charged  on  the  apples  instead  of  $1.875.  The  last  mentioned 
rate  was  50  per  cent  more  than  the  rate  on  apples  in  boxes. 
The  examiner  said  (here  was  no  authority  under  rale  5  of  the 
tariff  for  applying  50  PIT  rent  in  excess  of  the  rates  on  apples 
la  boxes  and  that  therefore  the  shipments  were  undercharged. 

The  examiner's  recommendation  that  reparation  be  allowed 
only  to  the  basis  of  a  rate  on  bulk  apples  of  1-50  per  cent  of 

rales  on  apples  In  boxes  was  based  on  his  conclusion  that 
from  a  transportation  standpoint  boxed  apples  are  more  de- 
sirable traffic-,  especially  on  long  hauls.  He  said  the_v  could  be 
better  prot.  <-t.>d  from  heat  In  the  summer  and  cold  In  the  win- 
lue  to  the  fact  that  a  freer  circulation  of  air  was  possible. 
-  In  bulk  were  liable  to  be  crushed  and  that 
obviously  the  opportunity  for  pilferage  from  a  car  of  boxed 
apples  was  not  so  great. 

Wagner  also  cited  the  testimony  of  a  railroad  witness  to 
the  effect  that  apple  dealers  of  the  northwest  opposed  the  estab- 
lishment of  commodity  rates  on  bulk  apples  to  eastern  markets 
on  the  ground  that  the  reputation  gained,  at  considerable  ex- 
pense, for  their  boxtd  apples,  might  be  placed  In  Jeopardy  by 

marketing  of  inferior  bulk  apples.  Such  fear*  lit-  »aid  had 
not  materialized  in  the  past,  notwithstanding  the  maintenance 
of  the  same  rates  on  bulk  as  on  boxed  apples,  from  the  eastern 
part  of  Idaho  and  Oregon.  Therefore,  he  concluded  that  that 
objection.  In  and  of  Itself  would  not  afford  Justification  for  a 
difference  In  rates. 

Bulk  apple  rates,  the  examiner  said,  usually  apply  only  for 
short  distances,  to  enable  the  <  ulls  to  move  to  elder  or  vinegar 
mills,  or  fruit  packing  plants. 


TRANSCONTINENTAL  CASES  OF  1922 

An    interpretation    of    the    lourth    section    as    amended    by 
section  500  oi    the  transportation  act.  declaring   it   the  purpose 
.gress    to   promote,   encourage   and   develop    water    trans- 
portetlon,    service    and    facilities,    and    of    all    the    laws    on    the 
object  where!..  -.1  ha*  shown  its  interest  In  trans- 

portation by  water,  has  been  mad*  by  Attorney-Examiner  Wil- 
liam A.   Disque.  In  a  monumental  tentative  report   on   what   be 
railed    "transcontinental    cases    of    1922.       The    foundation    for 
those  cases  was  furnished   by   fourth  section   HI 
345.   3' 

and  12118.  made  by  R.  H  Countl»s  and  railroads  for  which  he  Is 
tariff  publishing  agent,  for  relief  from  the  provisions  of  the 
fourth  section  on  a  long  list  of  commodities  from  eastern  de- 
fined territories,  g<  ait  of  the  Rocky  Mountains,  to 
Pacific  coast  terminals.  In  a  general  way  of  speaking,  the 
applications  were  for  a  re-establishment  of  rates  westbound.  te> 
Pacific  coast  terminals,  on  the  basis  that  prevailed  before  the 
disappearance  of  competition,  by  water,  between  the  Atlantic 
and  Pacific  coasts.  Ti  based  on  the  theory  that  the 
fourth  section,  although  amended  by  the  transportation  act 
was  not  materially  changed  from  what  It  was  before 
-ions  made  before  the  war  and  during  the  war.  The 
decisions  during  the  war  were  that  water  competition  having 
was  no  reason  why  the  carriers  should  estab- 
lish or  maintain  rates  at  Intermediate  points,  higher  than  at 

rmlnals. 

Disque  think  r    .  --'..n   should  hold  an   entirely  dif- 

fer. D.     Me   said    It    should   deny    the   authority   desired 

.>   establish    rates    from    the   so- 
called  defined  •  -i  east  of  the  Rocky  Mountains,  to  estab- 
lish   rates   on    iron   and    steel    n:  lly   all    kinds, 
••d  goods,  cyanamld  and  crude  <  •    Roods, 
drugs,  medicines  and  chemicals,  pianos,  p:i                  ing  machines. 
soap,  caustic  soda,  soda  ash.  saleratus.  twine  and  cordage,  wire 
.    baking   powder   cream   of   tartar,    phosphate   of   lime    and 
soda  alumina  sulphate,  refrigerators  and  cooling  material,  rough 
rolled    glass,    window    glass,    chewing    gum.    heating    apparatus. 
iard  and  lard  substitute*,  rosin,  starch,  ties,  tubes 

Disque  said  the  rates  proposed  by  the  carriers  seemed  to 
be  lower  than  the  carriers  would  now  propose.  The  trans- 
continental  Im.  in  .•!••  their  applications  last  fall  when  (In- 


stability of  the  rates  by  water  seemed  to  be  about  as  uncertain 
as  peace  in  the  Balkan  peninsula. 

Due  allowance  for  the  fact  that  water  rates  had  shown 
stability,  Disque  said,  would  require  slightly  higher  rates  than 
the  carriers  had  asked  for,  but  he  said  the  slightly  higher  rates, 
in  some  instances,  "would  not  affect  the  principle  for  what 
the  transcontinental  lines  are  contending  or  justify  an  abso- 
lute or  unqualified  denial  of  the  application.  If  the  application 
were  approved  in  principle,  proper  adjustment  could  be  made 
for  these  differences." 

But  Disque  recommended  absolute  denial,  on  principle.  He 
did  that  on  the  ground  that  the  rates  would  not  be  in  accord- 
ance with  what  Congress  desired  when  it  amended  the  inter- 
state commerce  law  authorizing  the  Commission  to  grant  relief 
on  rates  that  would  be  "reasonably  compensatory,"  that  they 
would  tend  to  hurt  the  water  lines  and  thereby  be  out  of  line 
with  the  declaration  of  policy  In  section  500  of  the  transporta- 
tion act.  which  policy  he  said  was  indlcafed  by  the  provisions 
n  tb/-  Panama  Canal  part  of  the  Interstate  commerce  law  and 
the  fact  that  the  coastwise  commerce  of  the  country,  by  law, 
!s  reserved  for  shins  of  American  registry. 

His  recommendation  that  that  part  of  the  application  per- 
taining to  the  long  list  of  commodities  before  mentioned  be  de- 
nied Is  based  upon  a  conclusion  that  Congress  advised  the  Com- 
mission, In  effect,  to  be  stingy  with  its  orders  granting  relief, 
und  upon  his  announced  conclusion  that  a  granting  of  the  ap- 
plication would  be  serious  for  the  "water  lines."  Disque  refused 
to  accept  the  contention,  as  to  the  meaning  of  the  amended 
fourth  section,  of  the  Inter-mountain  country,  or  of  the  rail- 
roads. We  said  the  contention  of  the  inter-mountain  country 
would  be  to  make  the  long  and  short  haul  part  of  the  section 
absolute.  To  adopt  the  contention  of  the  railroads,  he  s-nid. 
would  be  to  say  that  Congress  had  made  no  change  In  the  law. 
He  said  the  Commission  should  hold  that  Congress  had  made 
.ange  in  the  law  thnt  meant  something  and  that  that  some- 
thing which  had  been  added  to  the  section  meant  that  the  relief 
desired  by  the  railroads  could  not  be  granted. 

Disque  said  the  Commission  should  deny  fourth  section  re- 
lief on  sisal  and  ixtle  from  New  Orleans  and  Galveston,  but  as 
to  other  things  on   which   the  transcontinental   carriers  desired 
relief,  he  said,  It  should  he  granted.     The  other  things  are  sul- 
idiur  from   Louisiana,  coffee  from   New  York.   Now  Orleans  nnd 
Galveston  for  the  carriers  generally.     He  also  recommended  re- 
lief for  the  Southern    Pacific  on   canned   goods,   barley,  asphalt. 
•  I    fruit,   from    the   Pacific  coast   terminals   to   New 
k.     He  also  recommended  a  continuance  of  the  present  relief 
on  wool  from  the  Pacific  coast  terminals  to  eastern  defined  ter- 
however.  that  the  existing  disparities  against 
Intermediate  points  be  not  increased. 

He  said  relief  on  Ixtle  and  sisal  should  be  denied  because 
on  account  of  the  light  loading  and  long  hauls  through  a  terri- 
tory of  light  traffic  density,  it  was  doubtful  whether  the  rates 
proposed  would  be  "reasonably  compensatory,"  as  the  law  said 
they  should  be  before  relief  could  be  granted.  The  relief  on 
sulphur  was  advised  because  of  Its  heavy  loading.  Relief  as  to 
e  was  recommended  to  enable  the  New  York  and  Gulf  coffee 
merchants  to  compete  with  the  steamship  service  from  South 
Hrect  to  the  Pacific  ports  and  because  a  wit- 
for  the  Inter-mountain  territory  said  denial  of  relief  would 
not  affect  that  part  of  the  country  one  way  or  another.  The 
relief,  if  granted  In  accordance  with  Dlsque's  recommendation 
will  be  on  condition  that  the  rate  be  made  $1  to  California  and 
north  coast  terminals.  Instead  of  $1  to  the  north  coast  and  10 
rents  leas  to  California  terminals. 

Relief  on  the  eastbound  rates,  recommended  by  Disque,  if 
given,  will  be  based  on  the  theory  that  it  will  be  of  benefit  to 
the  Interior  because  the  goods  contained  in  the  list  originate 
at  interior  points  and  the  making  of  all-rail  rates  a  little  higher 
than  the  combination  of  rail  rates  to  the  ports  and  water  rates 
from  the  Pacific  ports  to  the  eastern  ports,  would  give  the  In- 
terior points  the  choice  of  either  all-rail  or  rall-and-ocean  routes. 
Eastern  carriers  did  not  join  in  the  application  for  relief 
from  eastern  defined  territories  to  the  Pacific  coast  terminals 
At  present  they  are  hauling  freight  from  the  territories  as  far 
west  as  the  Ohio-Indiana  line,  to  the  Atlantic  ports  and  there 
delivering  to  the  water  lines.  Relief  from  the  fourth  section 
granted  to  the  transcontinental  lines,  if  effective,  would  result 
in  their  taking  the  short  hauls  to  Chicago  and  Mississippi  river 
crossings  Instead  of  the  longer  hauls  to  the  Atlantic  ports,  on 
which  they  receive  their  full  locals. 

Dlsque's  discussion  of  the  situation  produced  by  the  amended 
fourth  section,  the  congressional  declaration  of  a  policy  to  pro- 
vater  transportation,  and  the  prior  laws  on  the  subject  of 
water  transportation,  is  a*  follows: 

Th'-   WBtcr   tin.  -    MPKP    that    they    must    d.-pcnd    fur   th.-ir    • 
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on  the  comparatively  small  amount  of  business  originating 
.-it  and  de.stined  to  points  on  or  near  the  coasts,  while  the  rail 
lines  have  practically  a  monopoly  on  the  business  of  the  balance 
of  the  country.  Thry  contend  therefore  that  they  should  not  be 
hampered  in  their  efforts  to  secure  the  traffic  here  In  question. 
'I'll.  \.  ,,r  rourse,  have  the  world  as  a  field  for  export  and  import 
tiafllr.  but  there  they  must  compel''  with  foreign  steamship  Iin>  .< 
under  various  disadvantages. 

A  granting  of  the  application  would  be  .serious  for  the  water 
lines.  Its  result  would  be  either  that  the  water  lines  would  lose 
a  large  tonnage  to  the  rail  lines  or  that  the  water  lines  would 
offset  the  reduction  in  the  rail  rates  by  a  substantial  reduction 
in  the  water  rates  and  thus  hold  the  traffic  to  their  lines,  leaving 
the  rail  lines  in  worse  position  than  they  are  today.  In  either 
event,  the  water  line  would  suffer  great  financial  loss.  The  loss 
of  much  business  by  the  water  lines  might  tend  to  make  their 
operation  unprofitable,  drive  some  of  them  out  of  the  business 
and  deprive  the  Pacific  Coast  of  a  cheap  means  of  transportation. 
If  the  out-of-pocket  plus  basis  is  proper  for  the  rail  lines,  the 
water  lines  may  be  justified  in  using  it,  but  since  their  business 
is  more  limited  they  do  not  have  as  much  traffic  to  carry  the 
balance  of  the  burden.  That  basis  may  become  destructive  when 
carried  to  its  natural  conclusion  as  a  means  of  retaliation  and 
reprisal. 

In  administering  the  Transportation  Act,  1920,  the  Commission 
must  fully  recognize  and  give  life  and  effect  to  the  following  pro- 
vision contained  in  Section  500: 

"It  is  hereby  declared  to  be  the  policy  of  Congress  to  pro- 
mote, encourage,  and  develop  water  transportation,  service  and 
facilities  in  connection  with  the  commerce  of  the  United  States, 
and  to  foster  and  preserve  in  full  vigor  both  rail  and  water  trans- 
portation." 

In  connection  with  this  declaration  of  policy  to  foster  water 
as  well  as  rail  transportation,  attention  may  be  called  to  para- 
graph 13  (c)  of  section  6  of  the  interstate  commerce  act,  which 
provides,  among  other  things,  that: 

"when  property  may  be  or  is  transported  from  point  to  point  in 
the  United  States,  by  raft  and  water  through  the  Panama  Canal, 
or  otherwise,  that  the  Commission  shall  have  jurisdiction  of  such 
transportation  in  addition  to  the  jurisdiction  under  the  Act  to 
Regulate  Commerce: 

(a)  To  establish  physical   connection  between  the   rail   carrier 
and   the  dock. 

(b)  To    establish    through    routes    and    maximum    joint    rates 
via  such  rail  and  water  lines. 

(c)  To   establish   proportional    rates   by   rail    to   and    from    the 
ports   to   which    the   traffic    is    brought    or    from    which    it 
is   taken   by   the   water  carrier.      'Proportional   Rates'   are 
defined  as  being  those  which  differ  from  the  corresponding 
local   rates  and  which  apply  only  to  traffic  moved  to  and 

from  the  port  by  water." 

Also  to  section  8  of  the  Merchant  Marine  Act,  1920,  as  fol- 
lows: 

"That  it  shall  be  the  duty  of  the  board  (United  States  Ship- 
ping Board),  in  co-operation  with  the  Secretary  of  War,  with 
the  object  of  promoting,  encouraging-  and  developing  ports  and 
transportation  facilities  in  connection  with  water  commerce  over 
which  it  has  jurisdiction,  to  investigate  territorial  regions  and 
zones  tributary  to  such  ports,  taking  into  consideration  the  econo- 
mies of  transportation  by  rail,  water  and  highway  and  the  natural 
direction  of  the  flow  of  commerce;  to  investigate  the  causes  of 
the  congestion  of  commerce  at  ports  and  the  remedies  applicable 
thereto;  to  investigate  the  subject  of  water  terminals,  including 
the  necessary  docks,  warehouses,  apparatus,  equipment  and  ap- 
pliances in  connection  therewith,  with  a  view  to  division  and 
suggesting  the  types  most  appropriate  for  different  locations  and 
for  the  most  expeditious  and  economical  transfer  or  interchange 
of  passengers  or  property  between  carriers  by  water  and  carriers 
by  rail;  to  advise  with  communities  regarding  the  appropriate  loca- 
tion and  plan  of  construction  of  wharves,  piers  and  water  termi- 
nals; to  investigate  the  practicability  and  advantages  of  harbor, 
river  and  port  improvements  in  connection  with  foreign  and  coast- 
wise trade;  and  to  investigate  any  other  matter  that  may  tend 
to  promote  and  encourage  the  use  by  vessels  of  ports  adequate 
to  care  for  the  freight  which  would  naturally  pass  through  such 
ports:  Provided,  That  if  after  such  investigation  the  board  shall 
be  of  the  opinion  that  rates,  charges,  rules  or  regulations  of  com- 
mon carriers  by  rail  subject  to  the  jurisdiction  of  the  Interstate 
Commerce  Commission  are  detrimental  to  the  declared  object  of 
this  section,  or  that  new  rates,  charges,  rules  or  regulations,  new 
or  additional  port  terminal  facilities,  or  affirmative  action  on  the 
part  of  such  common  carriers  by  rail  is  necessary  to  promote  the 
object  of  this  section,  the  board  may  submit  its  findings  to  the 
Interstate  Commerce  Commission  for  such  action,  as  such  com- 
mission may  consider  proper  under  existing  law." 

The  Congress  seems  to  have  thus  indicated  that  the  Commis- 
sion shall  at  least  feel  free  to  divert  traffic  from  rail  to  water 
lines.  The  Panama  Canal  Act  prohibits  rail  lines  from  operating 
ships  through  the  canal  and  was  enacted  largely  to  maintain  and 
develop  independent  intercoastal  water  lines.  Another  act  of  the 
Congress  permits  only  American  ships  to  operate  between  Ameri- 
can ports.  The  water  lines  contend  .that  in  view  of  these  legis- 
lative measures  this  Commission  should  not  allow  the  rail  lines 
by  means  of  rates  made  on  the  basis  of  out-of-pocket  costs  to 
draw  traffic  away  from  the  water  lines  and  discourage  their  opera- 
tion. 

The  rights  of  the  water  lines  received  consideration  in  1915  in 
Commodity  Rates  to  Pacific  Coast  Terminals,  supra.  At  page 
621  the  following  was  said,  and  is  relied  upon  by  the  rail  lines: 

"It  has  been  suggested  that  the  construction  of  the  Panama 
Canal  by  the  government  of  the  United  States  is  indicative  of  a 
governmental  policy  to  secure  all  of  this  coast-to-coast  business 
for  the  water  lines,  and  that  no  adjustment  of  rates  by  the  rail 
lines  should  be  permitted  which  will  take  away  traffic  from  the 
ocean  carriers  which  normally  might  be  carried  by  them.  This 
suggestion,  however,  loses  force  under  the  consideration  that  the 
Panama  Canal  is  but  one  of  the  agencies  of  transportation  that 
the  government  of  the  United  States  has  fostered  between  the 
Atlantic  Coast  and  the  Pacific.  The  government  has  from  the 
beginning  of  railroad  construction  in  the  United  States  encour- 
aged their  construction  and  operation  by  private  capital  and  en- 
terprises. Some  of  these  transcontinental  lines  would  not  have 
been  built  had  it  not  been  for  the  liberality  the  government  ex- 
tended to  them  at  the  time  of  their  construction.  As  we  view  it, 
the  Panama  Canal  is  to  be  one  of  the  agencies  of  transportation 
between  the  east  and  the  west,  but  not  necessarily  the  sole  carrier 
of  the  coast-to-coast  business.  If  the  railroads  are  able  to  make 
such  rates  from  the  Atlantic  seaboard  to  the  Pacific  Coast  as  will 
hold  to  their  lines  some  portion  of  this  traffic  with  profit  to  them- 
s'-lves,  they  should  be  permitted  so  to  do.  The  acceptance  of  this 
traffic  will  add  something  to  their  net  revenues,  and  to  that  extent 


decrease,  and  not  increase,  the  burden  that  must  be  borne  by 
other  traffic.  It  will  also  give  the  shippers  at  the  coast  points  the 
benefits  of  an  additional  and  a  competitive  service. 

The  water  lines  may  not  lie  so  essential  to  the  economic  life  ot 
the  country  as  are  the  rail  lines  and  with  llin  water  lines  free  to  earn 
:,i.  thai  the  traMir  can  boar  or  to  reduce  their  rates  to  a  destructive 
basis  because  of  competition  themselves  or  with  the  rail 

lines  there  may  not  be  the  sain.-  reason  lor  safeguarding  them  in  tins 
proceeding  as  the  rail  linos,  However,  their  interests  cannot  be  ig- 
nored. This  country  is  trying  to  uplmild  its  merchant  marine,  the 
main  purposes  of  which,  as  is  well  known,  are  to  develop  our  foreign 
commerce,  and  to  provide  ships  for  use  as  transports  and  a  naval  aux- 
iliary in  time  of  war.  The  .present  ship  Milisiiiy  proposal  has  strong  sup- 
port. Furthermore,  the  lighter  the  traffic  that  goes  through  the  canal  the 
less  is  the  revenue  to  the  government  lioin  the  canal  tolls  and  the 
greater  is  the  burden  on  the  taxpayers  of  the  country.  Incidentally, 
it  may  be  noted  that  about  1300  ships  of  the  Emergency  Fleet  Cor- 
poration are  lying  idle  in  our  harbors.  The  Commission  has  inquired 
of  the  United  States  Shipping  Board  as  to  its  attitude  regarding  this 
application;  the  correspondence  is  copied  in'  Appendix  Tvo.  4. 

The  fact  that  this  Commission  has  very  limited  jurisdiction  over 
the  affairs  of  the  water  lines  is  no  reason  why  it  should  be  without 
interest  in  their  welfare.  It  should  take  no  active  or  aggressive  steps 
to  divert  traffic  from  water  lines  that  are  rendering  satisfactory  and 
efficient  service. 

We  are  now  and  probably  for  some  years  to  come  will  be  in  a 
period  of  readjustment.  Downward  revision  is  the  order  of  the  day. 
Costs  and  prices  are  settling  toward  their  future  normal  level.  The 
water  rates  and  the  rail  rates  will  participate  in  this  approach  to  a 
sounder  business  basis.  As  they  break  and  fall  in  competition  with 
each  ot.ier  they  should  be  co-ordinated  by  competent  regulating  au- 
thority, lest  certain  localities  and  carriers  become  from  time  to  time 
the  victims  of  unwholesome  disadvantages.  The  Commission  must  feel 
hestitant  about  granting  an  application  of  the  kind  here  in  question 
unless  or  until  it  knows  what  the  water  rates  are,  and  knows  that  they 
are  on  a  proper  basis,  and  bear  and  will  continue  to  bear  their  proper 
relation  to  the  rail  rates  and  to  operating  costs. 

The  Amended   Fourth   Section 

Prior  to  the  enactment  of  the  transportation  act,  1920,  there  were 
no  specific  limitations  or  restrictions  on  the  Commission's  discretion 
in  administering  the  long-and-short-haul  rule.  The  provision  of  the 
statute  so  far  as  here  pertinent  then  being  as  follows: 

"Sec.  4.  (As  amended  June  18,  1910.)  That  it  shall  be  unlawful 
for  any  common  carrier  subject  to  the  provisions  of  this  act  to  charge 
or  receive  any  greater  compensation  in  the  aggregate  for  the  trans- 
portation of  passengers,  o  rof  like  kind  of  property,  for  a  shorter  than 
for  a  longer  distance  over  the  same  line  or  route  in  the  same  direction, 
the  shorter  being  included  within  the  longer  distance,  *  *  *  but 
this  shall  not  he  construed  as  authorizing  any  common  carrier  within 
the  terms  of  this  act  to  charge  or  receive  as  great  compensation  for 
a  shorter  as  for  a  longer  distance;  Provided,  however.  That  upon  ap- 
plication to  the  Interstate  Commerce  Commission  such  common  carrier 
may  be  in  special  cases,  after  investigation,  authorized  by  the 
Commission  to  charge  less  for  longer  than  for  shorter  distances  for 
transportation  of  passengers  or  property;  and  the  Commission  may 
from  time  to  time  prescribe  the  extent  to  which  such  designated  com- 
mon carrier  may  be  relieved  from  the  operation  of  this  section." 

By  the  transportation  act  the  Commission's  authority  in  the  prem- 
ises was  made  subject  to  the  following  qualification: 

"The  Commission  shall  not  permit  the  establishment  of  any  charge 
to  or  from  the  more  distant  point  that  is  not  reasonably  compensatory 
for  the  service  performed."  (Boldface  ours.) 

And  there  was  added  another  provision  as  follows: 

"and  no  such  authorization  shall  be  granted  on  account  of  merely 
potential  water  competition  not  actually  in  existence." 

The  Congress  did  not  define  the  words  "reasonably  compensatory" 
and  they  are  here  the  subject  of  much  controversy.  The  rail  lines 
say  that  since  most  of  the  transcontinental  traffic  in  the  commodities 
in  question  will  be  list  if  rates  are  not  made  to  secure,  they 
must  be  content  with  rates  made  on  the  basis  of  the  out-of-pocket 
costs  plus  some  profit,  and  must  be  satisfied  with  whatever  contribu- 
tion such  rates  may  make  toward  net  operating  income  and  fixed 
charges.  They  say  that  profit  yielded,  however  small,  is  all  that  can 
he  expected  under  the  circumstances,  and  that  it  must  be  regarded  as 
reasonable  compensation,  and  the  rates  as  reasonably  compensatory. 
If  their  view  is  correct  the  new  words,  considered  alone,  have  added 
nothing  to  the  fourth  section,  except  possibly  an  admonition  that  this 
Commission  shall  assure  itself  either  from  the  record  or  its  experience 
that  the  rates  would  yield  some,  profit  over  and  above  the  out-of- 
pocket  costs,  and  would  therefore  not  cast  a  burden  on  other  traffic: 
also  that  they  are  no  lower  than  competition  justifies,  that  is,  in  this 
case  no  lower  than  is  necessary  to  afford  the  rail  lines  equality  of 
opportunity  with  the  water  lines,  and  not  so  low  as  to  jeopardize  the 
continued  existence  of  the  water  lines. 

The  intermountain  interests  contend  that  the  added  words  mean 
that  a  rate  to  the  farther  distant  point  that  departs  from  the  long- 
and-short-haul  rule  can  not  be  based  on  the  out-of-pocket-plus 
theory,  but  must  pay  its  way  just  as  do  rates  generally;  that  is.  that  it 
must  contribute  to  all  expenses  in  proper  proportion  and  yield  its  full 
share  toward  a  fair  return  on  the  value  of  the  property  devoted  to 
the  service  of  transportation. 

At  this  point  it  may  be  well  to  say  a  few  words  on  one  phase 
of  the  subject  of  rate-making.  All  rates  cannot  be  expected  to 
yield  the  same  degree  of  profit.  Each  must  be  made  with  some 
regard  for  what  the  traffic  can  reasonably  bear  rather  than  with 
absolute  consideration  for  cost  of  service.  Rates  in  this  country 
have  always  been  so  made  and  no  doubt  will  be  for  many  years 
to  come,  perhaps  always.  Let  it  be  assumed  that  from  and  to 
given  points  a  rate  of  30  cents  would  be  reasonable  on  a  com- 
modity as  to  which  the  freight  rate  did  not  play  any  appreciable 
part  in  the  final  delivered  price;  that  on  another  commodity  sub- 
ject to  substantially  the  same  transportation  conditions,  a  rate  of 
25  cents,  owing  to  some  circumstance  or  other,  would  be  reason- 
able; and  that  on  still  another,  subject  to  substantially  the  same 
transportation  conditions,  but  more  susceptible  to  the  effects  of 
transportation  charges  and  an  important  article  in  the  daily  eco- 
nomic life  of  the  country,  a  rate  of  22  cents  would  be  reasonable. 
Here  we  have  a  rough,  verbal  picture  of  some  of  the  rate  levels 
of  most  any  railroad.  Let  It  be  assumed  also,  that  the  cost  of 
transporting  all  of  the  above  commodities  between  the  given 
points  is  the  same  and  that  20  cents  would  just  cover  that  cost, 
taking  into  account  all  items  of  expense.  The  first  rate,  of  30 
cents,  would  yield  50  per  cent  return  on  the  value  of  the  property 
devoted  to  the  transportation.  The  second,  of  25  cents,  would 
yield  25  per  cent  and  the  third,  of  22  cents,  10  per  cent.  A  reg- 
ulating body  might  require  the  establishment  of  any  of  these 
three  rates  as  reasonable,  and  each  would  no  doubt  be  upheld  by 
the  courts  as  non-conflscatory,  on  the  ground  that  it  yielded  not 
less  than  Just  remuneration,  or  reasonable  compensation,  for  the 
service  performed.  Now,  let  it  be  assumed  that  a  regulating 
body  required  a  rate  of  20  cents  on  one  of  the  above  commod- 
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Itles  from  and  to  the  given  points.  The  courts  would  hold  this 
rate  to  be  conflscatory.  on  the  ground  that  it  Just  equaled  the 
cost  of  the  service  and  afforded  no  profit,  and  might  say  that 
any  rate  less  than  21  cents  would  be  less  than  justly  remunera- 
tive, or  less  than  reasonably  compensatory.  Thereupon  the  reg- 
ulating body  might  lawfully  flx  21  cents  as  a  reasonable  rate.  So 
there  might  be  a  rate  of  21  cents  a*  a  reasonably  compensatory 
rate  and  as  a  reasonable  rate,  and  rates  of  22  cents.  25  cents  and 
10  cents  also  aa  reasonably  compensatory  and  reasonable  rates 
on  other  commodities  subject  to  substantially  the  same  transpor- 
tation conditions.  In  this  connection,  it  may  be  noted  that  courts 
In  determining  whether  a  rate  Is  conflscatory  do  not  pass  upon 
the  question  of  whether  or  not  the  rate  is  reasonable.  They  only 
fix  what  Is  compensatory,  or  in  other  words,  the  minimum  below 
which  a  regulating  body  may  not  go.  It  Is  in  this  sense  that  the 
Intermountaln  Interests  say  the  Congress  used  the  added  words 
of  the  fourth  section.  Let  It  be  now  assumed  that  the  carrier 
establishes  a  rate  of  15  cents  on  one  of  the  above  commodities 
from  and  to  the  given  points,  as  a  necessary  expedient  to  create 
tratllr  that  Is  not  moving  at  all  or  that  Is  moving  by  some  other 
and  cheaper  means  of  transportation,  and  that  the  rate  would 
yield  some  scant  profit  over  and  above  the  out-of-pocket  costs 
incident  to  handling  this  additional  traffic  which  could  not  be 

.red  at  reasonable  rates  nor  at  any  rate  In  excess  of  15  cents. 
This  rate  would  be  lawful,  but  not  reasonable.  According  to  the 

:  mountain  Interests  It  would  not  be  reasonably  compensatory, 
but  according  to  the  carriers  it  would.  The  carriers  have  many 
rates  that  could  be  justified  only  ut-of-pocket-plus  basis. 

It  Is  well  recognized  as  a  matter  of  law  that  a  carrier  may  estab- 
lish such  rates  In  the  Interest  of  efficient  operation.     But  a  rejfu- 
latlng   body   may    not    require   them.      North    Dakota   Lignite   • 
case.   23*    U.   S.   585 

If  the  contention  of  the  Intel-mountain  Interest  Is  correct,  a 
lower  rate  to  the  farther  distant  point  than  to  the  intermediate 
point  cannot  be  permitted  unless  It  Is  *  rate  which  a-  regulatlni; 
body  has  a  lawful  right  to  require,  that  In.  one  which  Is  not  so 
low  as  would  engage  the  constitutional  guaranty  against  confis- 
cation If  prescribed  by  paramount  authority:  It  must  take  Into 
account  all  expenses  and  cannot  be  based  merely  on  the  out-of- 
pocket-plus  basis:  It  must  be  a  figure  within  the  range  which 
may  lawfully  be  recognised  by  a  regulating  body  In  applying 
that  "flexible  limit  of  judgment  whl  i  to  the  power  ti. 

fix  rates":  a  reasonably  compensatory  rate  under  section  4  Is  the 
lowest  rate  that  a  regulating  body  may  require:  It  can  be  no 
lower.  Is  this  what  f  d? 

As  a  means  of  English  the  word  compensation  mi-ant  remunera- 
tion, recompense  or  profit,  and  reasonable  compensation,  remunera- 
tion, recompense  or  profit  means  such  compensation,  remuneration. 
recompense  or  profit  as  will  satisfy  the  demands  of  reason  and 

mon    sen-'  these    definitions    do    not    sufficiently 

clarify  the  situation,  the  courts  and  this  Commission  has  used  th- 
words  "reasonable  compensation"  and  "reasonably  eompensat 
In  different  senses,  and  It  Is  proper  to  look  beyond  the  statu'- 
•nine  what  was  the  Intent  of  the  Congress. 

The  Senate  bill,  as  reported  out  of  the  committee,  embodied 
the  present  amendment  except  that  It  contained  the  words  "fairly 

;.ensatory"  Instead  of  "reasonably  compensatory."  An  amend- 
ment wan  offere.1  <in  th-  f!"»r  •  •<  to  mnke  the  long-and- 
short-haul  clause  absolute,  but  that  was  voted  down.  There  was 
considerable  explanation  and  discussion  of  the  added  word*  In 
the  Senate  and  what  wa*  Mid  I*  quoted  In  Appendix  No.  5.  The 
matter  was  left  In  »n  Indefinite  and  un-culed  state  and  • 
support  can  be  found  for  elt>  r.  How- 
ever, as  a  result 

must  have  believed  that  there  was  something  about  the  added 
words  which  would  ha\  •  mltlne-  and  curtail- 

ing in  a  moderate  degree  troublesome  and  undesirable  departures 
from  the  lonK-and-short-haii  •  nothing  of  a  radical  nm 

bill,    as  I    n.. 

amendment  of  the  long-and-short-haul    nil-         i  in   <\\<-   floor  "f  the 

.••e  an  amendment  was  n  rule  absolute,   but 

that  was  roted  down  and  the  bill   passed  without    change  In   this 

islon.     So  far  as  appears  nothing  was  said  on  the  floor     f  the 

'*    when    I'    considered    the    Senate    amendment     that     » 
throw  any  light  <>n  the  meat  »eparate 

hill--,    as    i"i« 
words    "falrl>  •  hanged    to   "reasonably 

.  •       -  •       .,  .      I       •  I  |.l          -,  ,    .         .  ;    ;  .          -         •        •  .'  •       .      ••' 

passage  of  the  conference  bill  i>  en 

In  conformity  with  the  law  as  laid  down  by  the  courts  It  has 
always  1  and  purpose  when  grant  ine 

relief  from  the  long-and-sbort-h  authorize  a  lower 

rate  to  th»  farther  distant  point  that  would  not  yield  something 
over  and  »b^  Performing  the  service. 

In  >•  '«  thirty-fourth  Annual  Report  to  r..ngress 

of   I  '20.   after   setting   forth    the   prexent    fourth    nr*-. 

tlon.  the   following  was  said,  at  pace  47: 

"It  should  be  stated,  however,  that  as  these  powers  have 
exercised   for  several    >.  ..nations  will   have  little  ef- 

•i  the  actual  administration  of  this  s-ctlon.  for  the  reason 
that  It  has  not   heen  our  i>n.  rant   relief  In  order  to  pel 

mit   carriers  to  charge  a  lower  rate  at  a  more  distant  point  than 
at  Intermediate  points  unless  the  lower  rate  wa.«  reasonably  com- 
"atorr:   and  for   several   years   we   have   made  It  a  rule   of  al- 
most   universal    application    not    to   grant   relief  on    the    ground   of 
'hat   would    permit    carriers   to   charge  at    Inter- 
>'••    points — as   to   which    the   haul   wan    not   longer  than   that 
rcct   line  "ts — any  rates 

_•    those    betwe.  \Ve    have   also 

refused  for  several  years  to  grant  relief  because  of  potential 
wa'  rrr>(1 

In  this  respect  In  commenting   upon  our  derision  In 
Earle  Cooperage  Co.  vs    st     I.     I  .  :.".   I    C    'V.  2»B." 

The  words  "reasonably  compensatory"  cannot  In    held  to  mean 
reasonable.     If   a   reasonably   compensatory   rate    Is   held   to  be  a 
reasonable    rate    It     Is    difficult     to  see   how   nny   departures   from 
lonk-'-and-hort-haul    rule    rould    b.  r    If   a   rn' 

farther   <il«tant    point    Is   reasonable,   a   higher    rate    to   the    In- 
nedlate    point    involving    a    lesser    service    ordinarily    would    be 
unreasonable      Such  nr  •    would  nulllfv  th-  long-and- 

short-haul    rule       '  •  «*    has    !  lo    take    such   a 

step  and    If   It    had    Intend'.'  transportation   act 

It    woul'l  '    have   said    so   In  unmistakable   terms.     This  Is 

bor>  'i    houses. 

The   Interpretation  mountain  Intcr- 

<  ard  nullifying  the 
•ion    atm..-<t    Impos- 

nml  cat.  >d   as  the 

will    of  Congress.      It    Is   clear    front  what   was   said    in    the   S- 
thn-  very    radical    viii«  Applying    the    Int-  r 

tat,  titnln   Interest*,  a   reasonably 

compensatory    rate   to   the    farther   distant   point    would   often    be- 


come a  reasonable  rate  at  an  intermediate  point  not  far  distant, 
resulting  in  a  rate  group  or  blanket,  or  confining  traffic  to  a  few 
direct  routes.  It  would  make  necessary  the  denial  of  many 
meritorious  applications  that  should  be  allowed  in  the  public  in- 
terest. Particularly  Is  this  true  as  to  heavy  and  low  grade  es- 
sential commodities  that  constitute  the  bulk  of  the  traffic  of  the 
country,  and  on  which  the  rate  for  sound  and  economic  reasons 
are  kept  as  near  the  cost  of  service  as  is  practicable.  There  are 
many  departures  from  the  long-and-hort-haul  rule  that  are  gen- 
erally regarded  as  very  desirable. 

A  reasonably  compensatory  rate  cannot  well  be  held  to  neces- 
sarily mean  one  determined  by  cost  studies  or  by  some  theoretical 
process.  There  Is  no  indication  that  the  Congress  sought  to  tie  the 
Commission's  hands  by  any  mathematically  exact  or  otherwise  in- 
flexible rule  of  rate-making.  The  determination  of  a  reasonably 
compensatory  rate  Is  a  matter  of  informed  Judgment.  Room  is  still 
left  for  the  exercise  of  sound  discretion  in  every  case  that  may  arise. 

However,  it  is  not  proper  to  say  thnt  the  fourth  section  has  not 
been  changed.  Judging  from  all  the  circumstances  and  conditions 
that  preceded  and  surround  the  consideration  of  the  matter,  the  en- 
actment of  the  amendment  was  the  Congress'  way  of  saying  thnt 
the  Commission  should  be  still  more  restrictive  than  in  the  past 
about  permitting  departures  from  the  lons-and-short-haul  rule. 
Lower  rail  rates  to  farther  distant  points  than  to  Intermediate  points 
should  not  be  permitted  to  operate  unduly  to  the  detriment  of  water 
lines.  A  broad  and  constructive  policy  in  this  respect  Is  required. 
Water  lines  are  entitled  to  thrive,  not  merely  exist.  Furthermore, 
such  rates,  especially  If  on  an  out-of-pocket-plus  basis,  should  not 
be  allowed  if  they  would  result  in  injury  to  intermediate  points.  Rail 
carriers  In  protecting  themselves  against  their  competitors  should 
not  by  fourth  section  departures  lay  substantially  Increased  burdens 
hlrd  pnrties.  An  exhaustive  study  of  the  legislation  and  the 
subject  dealt  with  indicates  that  these  were  the  fundamental  and 
ultimate  purposes  of  the  amendment.  M:my  applications  for  relief 
that  formerly  would  have  been  granted  almost  as  a  matter  of  course 
may  have  to  be  denied.  The  amendment,  as  above  Interpreted, 
should  accomplish  practically  all  the  benefits  that  n  rigid  long-and- 
sh  ort -haul  rule  would  be  expected  to  accomplish,  without  the  serious 
disturbances  that  such  a  rule  would  entail. 

r    all    the    circumstances   the    appropriate    action    appears    to 
be  a  denial  of  the  application. 

The  correspondence  concerning  the  views  of  the  Shipping 
Board,  referred  to  by  Disque  as  being  shown  in  appendix  No.  4, 
consists  of  a  letter  from  Chairman  McChord  to  Chairman 
Laaker.  telling  the  latter  about  the  application  of  the  carriers 
for  fourtth  section  relief  and  the  feeling  of  the  Commission 
that  it  should  ascertain  the  views  of  the  Shipping  Board,  and 
the  reply  thereto  written  by  Shipping  Board  Commissioner 
Thompson.  The  letters  are  as  follows: 

Mr.  A.  D.  Lasker. 

Chairman.    t'nlted  State*  Shipping  Board. 

Washington  D.  C. 

My   Dear  Chairman:    The  transcontinental  rail  carriers  have  filed 
with  this  Commission,  under  section  4  of  the  Interstate  commerce  act. 
•ns  for  authority  to  establish  on  various  com- 
modities, in  carloads,  lower  rates  from  eastern  points  to  Pacific  coast 
terminals   than  are  now  >ints  and   lower  than  the 

rates  In  effect  to  Intermediate  points,   such  ns  Spokane.   \Vash.,   Reno, 
and    Phoenix,    Ariz.      These    applications    are    grounded    on    the 
•     rates    from    Atlantic    to    Pacific    ports    via 

•.ship  lines  operating  through  the  Panama  Canal  and  on  ti,. 
in-lit  of  a  substantial  volume  of  traffic  thereunder.  It  Is  con- 
tended that  the  reduced  rates  proposed  are  reasonably  compensatory 
within  the  meaning  of  section  4  of  the  net;  that  they  nre  no  lower 
than  are  necessary  to  attract  a  fair  share  of  the  business  of  the 
rail  lines;  and  that  the  higher  rates  to  the  Intermediate  points  are 
reasonable.  These  applications  have  been  assigned  for  hearing  in 
order  that  all  Interested  shippers  and  carriers  may  have  an  oppor- 
tunity to  present  t)  w«. 

It  h»s  been  thought  that  we  should  obtain  the  views  of  the  T'nit-.i 
State*  Shipping;  Board  or  the  Emergency  Fleet  Corporation  on  this 
matter.  I  am  not  certain,  however  that  your  organizations  are 
materially  concerned. 

We  have  felt  that  we  should  make  Inquiry  of  you,  especially  In 
view  of  the  fact  that  section  500  of  the  transportation  act.  1920,  con- 
tains the  following  provision: 

"It  Is  hereby  <l«larcd  to  be  the  policy  of  Congress  to  promote, 
encourage  and  develop  water  transportation  service,  and  facilities  In 
connection  with  the  commerce  of  the  I'lnted  States,  and  to  foster  and 
•reserve  In  full  vigor  both  rail  and  water  transportation." 

If  any  further  Information   In   regard    to  this  matter  is  desired  by 
>u  at  this  time,  we  can  readllv  furnish  It  or  send  to  you  our  exam'- 
Iner  who  Is  to  conduct  the  hearings  on  the  situation.     Of  course,  after 
the  hearings,  we  will  l<>  more  fully  advised  as  to  the  facts. 

Tours  very  trulv. 
[Signed.]  i-    <•    MeCHORD,  Chairman. 

fMTKD    STATES     SHIPPING    BOARD.    WASHINGTON 
Honorable   C.    C.   McChord.  December   5.    1921. 

Chairman.   Interstate  Commerce  Commission, 
Washington,   P.   i '. 

!ear    Mr     McChord:      Permit    me    to    acknowl.  ipt    of 

your  communication  addressed  to  Honorable  A.  D  I,a«ker  chair- 
man of  the  I'nlted  States  Shipping  Board,  and  referred  to  me  with 
respect  to  the  application  of  certain  transcontinental  roll  carriers 
for  authority  to  establish  lower  rates  from  eastern  points  to  Pacific 
Coast  terminals  than  are  now  In  effect. 

The    United    States   Shipping   Board   fi-els   a   keen    Interest    In    this 
application,    for   It    Is   directed    against    the    continued    development    of 
tonnage  by  operators  of  ships   under  the   registry   of  the   HOYI  nmicnt 
of    the    Tnlted     States     In     the     Intercoastal     service        t'nder    a     rate 
profitable    to    the    shipping     CCMI.IXII.I'  .-<     -tii;:ti;eel     lii     tliat     trade.     I 
has  been   a    utilization    of    this   arterv    of    transportation    h.  i 
Atlantic   and   the   Pacific   seaboards   that   has   resulted    In   a   large  de- 
velopment   of    tonnnce    In    addition    to    certain    diversion    of    tonnage 
from    the    rail  ts    because;    of    the    lower 

profit   rarnlnc   •    ••  I    in   this  trade. 

The  -mtes    Shipping  to    express    opinion 

that  any  "lish  rater 

alnr  nerving   the   public, 

should    !••  ••{    continuance    when    and    If    such    application    1» 

grni  •  'ion   of    the    MI, plication    should 

talnly  guard  the  public  from  a  restoration  of  hiuhor  rates  should 
lower  rates  destroy  tl>e  present  profitable  transportation  facility  rep- 
resented In  the  Intercoastal  service,  for  the  United  States  Shipping 
Board  Is  not  unconscious  of  the  fact  that  It  would  be  possible  Tor 
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the  rail  carriers  to  destroy  the  ocean  carrier  or  to  so  mnmm/..  the 
tonnage  as  to  cause  withdrawal  of  adequate  tonnage  from  this  trade. 
The  proposal,  as  perhaps  you  will  recall,  hsis  bean  made  that 
certain  legislative  authority  be  granted  either  the  Interstate  Com- 
merce Commission  or  the  rnit..l  Sluies  Shipping  Board  as  will  call 
for  an  established  differential  between  these  two  arteries  engaged 
•n  transcontinental  traffic.  It  is  the  position  of  the  United  States 
Shipping  Board  that  the  ocean  charge  should  not  be  raised  above 
a  level  insuring  a  fair  and  reasonable  return  upon  the  capital  in- 
vestment of  the  shipping  companies  engaged  in  this  trade,  nor  that 
the  railroads  should  be  permitted  to  establish  such  rates  as  will 
drive  the  ocean  carrier  from  this  trade  unless  there  is  sufficient  and 
adequate  provision  that  the  producer  and  the  consumer  element  on 
or  adjacent  to  the  Atlantic  and  Pacific  seaboards  will  not  subse- 
quently be  confronted  with  an  increase  in  rate  of  the  rail  carriers 
that  would  destroy  the  economic  benefit  of  a  cheaper  artery  of 
transportation. 

RATE  OISTSODIUM  CYANIDE 

Attorney-Examiner  M.  A.  Pattison  has  advised  the  dismissal 
of  No.  13191,  Compani  de  Real  del  Monte  y  Pachuca  vs.  Director- 
General,  on  the  ground  that  the  third  class  rate  of  $1.95  per  100 
pounds  to  57  carloads  of  sodium  cyanide,  in  metal  drums,  from 
Niagara  Falls,  Ont.,  to  Laredo,  Tex.,  for  export  to  Pachuca, 
Mex.,  between  June  25,  1918,  and  January  10,  1919.  was  not  un- 
reasonable. On  January  10,  1919,  it  was  reduced  to  $1.375.  to 
which  basis  the  complainant  desired  reparation,  on  the  erroneous 
assumption,  Pattison  said,  that  that  rate  was  legally  applicable 
from  and  after  October  20,  1918,  because  it  was  the  rate  from 
Niagara  Falls.  N.  Y.,  from  and  after  that  date. 

Mr.  Pattison  came  to  the  conclusion  that  even  if  the  rate  of 
$1.95  on  the  poison,  usSd  in  the  cyanide  process  of  extracting 
gold  and  silver  from  ore,  did  yield  a  car-mile  of  83  cents  on  an 
average  loading  of  77,366  pounds,  it  was  not  unreasonable,  un- 
justly discriminatory  or  otherwise  unlawful  in  view  of  the  fact 
that  rates  from  Niagara  Falls,  N.  Y.,  to  mining  points  in  the 
American  west  yielded  as  high  as  $1.09  per  car-mile  pn  a  com- 
modity worth  during  the  war  $27,000  per  car. 

REFRIGERATION  CHARGES 

Examiner  Burton  Fuller  has  recommended  the  dismissal  of 
No.  13119,  S.  G.  Palmer  Company  vs.  Director-General,  as  agent, 
New  York  Central  et  al.,  on  a  holding  that  refrigeration  charges 
of  $40  per  car  assessed  on  three  carloads  of  apples,  shipped  in 
October,  1918,  from  Ashwood  and  Chapin,  N.  Y.,  to  Minneapolis, 
were  not  unreasonable. 

The  shipments,  initially  iced  by  the  shipper,  moved  to  Chi- 
cago over  the  New  York  Central  and  thence  by  the  North  West- 
ern. No  stated  refrigeration  charge  then  applied  to  Chicago. 
The  bills  of  lading  were  endorsed  "Do  not  re-ice.  Keep  vents 
closed."  Under  the  tariff  provision,  in  effect  beyond  Chicago, 
reading  "when  the  shippers  instruct  that  commodities  loaded  in 
cars,  the  tanks  of  which  contain  ice,  are  not  to  be  re-iced  in 
transit,  the  full  refrigeration  rates  published  herein  shall  apply." 
the  charge  of  $40  per  car  was  assessed  and  collected.  The  ap- 
plicable tariff  now  provides  under  such  conditions  that  20  per 
cent  of  the  stated  refrigeration  charge  shall  be  applied.  The 
examiner  said  it  did  not  appear  clearly  whether  the  cars  were 
or  were  not  re-iced.  The  complainant  did  not  contend  that  $40 
would  have  been  an  unreasonable  charge  for  refrigeration  serv- 
ice when  furnished  but  insisted  that  if  such  a  service  was  per- 
formed in  the  face  of  the  shipper's  instructions  to  the  contrary, 
it  was  a  mere  gratuity,  and  the  carrier  was  not  entitled  to  any 
compensation  therefor.  Citing  Campbell  vs.  St.  L.,  B.  &  M.,  44 
I.  C.  C.  567,  Fuller  said  the  contention  was  without  merit. 


RATE  ON  SHALE  IN  OHIO 

Dismissal  has  been  recommended  by  Examiner  M.  G.  de 
Quevedo,  in  a  report  on  No.  12816,  Hocking  Valley  vs.  Director- 
General,  as  agent,  and  Hocking  Valley,  on  a  holding  that  rates 
on  shale,  from  Buchtel,  O.,  to  Logan,  O.,  during  federal  control 
were  not  unreasonable  or  otherwise  unlawful. 

The  case  presented  had  some  unusual  aspects.  The  shipping 
of  shale  was  begun  in  1911  when  a  rate  of  10  cents  per  ton,  was 
established  for  shipments  of  10  cars  at  a  time.  At  the  time  of 
purchase  of  the  shale  deposit  the  Hocking  Valley  agreed  to  that 
arrangement.  In  1918,  under  the  permission  of  the  Commission 
in  the  Fifteen  Per  Cent  Case,  the  Hocking  Valley  increased  the 
rate  to  12  cents.  Under  General  Order  No.  28  it  was  increased 
to  20  cents,  minimum  $15  per  car.  The  present  rate  is  28  cents, 
same  minimum. 

When  the  rates  were  increased  to  12  and  20  cents  the  min- 
imum shipment  was  reduced  from  10  to  5  cars.  According  to 
Quevedo,  the  complaint  did  not  challenge  the-  reasonableness  of 
the  rates.  The  case  arose  over  the  refusal  of  the  complainant 
to  pay  freight  on  the  minimum  number  of  cars,  he  said. 

Quevedo  said  it  was  clear  "that  when  less  than  5  cars  were 
shipped  the  sixth  class  rates  of  6  cents  per  100  pounds  prior  to 
June  25,  1918,  and  7.5  cents  on  and  after  that  date  were  ap- 
plicable." He  called  attention  to  the  fact  that  the  Commission 
had  repeatedly  held  the  mere  fact  that  certain  traffic  was  hauled 
in  trainload  lots  could  not  be  made  the  basis  of  rates  different 
from  those  applied  to  shipments  in  single  carloads,  concluding 


with  the  declaration  that  under  the  issues  presented  the  Com- 
mission's jurisdiction  over  intrastate  rates  had  ended  with  the 
termination  of  federal  control.  He  also  called  attention  to  the 
t'ii'-t  that  the  Commission  had  no  power  to  enforce  agreements 
for  the  maintenance  of  specific  rates,  but  must  proceed  to  con- 
sideration of  their  reasonableness  in  the  light  of  the  service  ren- 
dered. Having  done  that,  and  holding  the  complainant  had  in- 
troduced no  substantial  evidence  bearing  on  the  reasonableness 
of  the  rates  in  question,  he  said  the  Commission  should  dismiss 
the  complaint.  He  called  attention  to  the  fact  that  reason- 
ableness of  the  28  cent  rate  had  been  tested  before  the  Ohio 
Commission  and  that  body  had  he'd  it  not  unreasonable  and  had 
then  re-opened  the  case  and  had  il  pending  at  the  time  the  mat- 
ter came  before  the  federal  body. 


DEMURRAGE  ON  EXPORT  SHIPMENT 

Kxaminer  Leo  J.  Flynn  has  recommended  the  dismissal  of 
No.  13052,  Gardner  Shipping  Company  vs.  Pennsylvania,  on  a 
holding  that  -demurrage  charges  collected  on  steel  angles  for  ex- 
port, at  Philadelphia,  between  June  2  and  June  29,  1920,  were 
not  unlawful.  The  only  question  involved  was  as  to  whether  the 
accrual  of  charges  amounting  to  $178  was  the  result  of  the  Penn- 
sylvania's failure  to  make  delivery  after  the  order  for  delivery 
was  received.  The  car  arrived  during  a  longshoreman's  strike. 
Within  the  free  time  the  consignee  ordered  the  delivery  of  the 
shipment  to  the  steamship  Eastern  Planet,  then  lying  in  mid- 
stream. The  order  to  deliver  to  the  Eastern  Planet  was  repeated 
but  no  effort  was  made  to  make  delivery.  After  the  Eastern 
Planet  had  gone  to  New  York  the  Pennsylvania  was  ordered  to 
deliver  to  the  Eastern  Cloud  which  began  loading  July  19.  but 
no  effort  at  delivery  was  made.  Two  days  later  that  order  was 
repeated  but  the  Pennsylvania  did  not  move  until  July  29  be- 
cause the  demurrage  had  not  been  paid.  The  complainant  con- 
ic nded  the  Pennsylvania  should  have  made  delivery  by  lighter, 
but  the  examiner  said  it  was  practically  certain  the  loading 
could  not  have  been  accomplished  in  that  manner  and  added 
"the  law  does  not  require  the  performance  of  a  vain  act."  Flynn 
said  the  Pennsylvania  had  a  tariff  providing  for  delivery  by 
lighter  but  that  such  deliveries  were  not  usual  at  Philadelphia. 


BURLINGTON   SWITCHING  CHARGES 

According  to  the  report  of  Examiner  C.  L.  Kephart  on  No. 
12790.  switching  charges  on  sand  and  gravel  moved  between 
points  in  Linco'n,  Neb.,  and  between  Lincoln  and  Bethany,  Neb., 
were  improperly  increased  by  the  Burlington  when  it  put  into 
effect  General  Order  No.  28.  Prior  to  June  25,  1918,  the  charge 
of  the  Burlington,  to  points  on  its  own  line  was  $5  per  car  and 
to  intercharge  tracks  for  transfer  to  other  carriers  $3  per  car. 
Under  General  Order  No.  28  charges  were  inceased  so  they  ran 
from  $7  to  $20.  Kephart  said  the  Commission  should  hold  the 
rates  should  have  been  increased  only  25  per  cent  and  that  rep- 
aration should  be  ordered  in  accordance  with  such  a  finding. 


ABANDONMENT  REPORTS 

Examiner  Haskell  C.  Davis  has  recommended  in  a  proposed 
report  that  an  application  of  the  Colorado  &  Southern  for  au- 
Ihority  to  abandon  its  Buena  Vista-Romley  branch  in  Chaffee 
county.  Colorado,  be  denied.  The  branch  is  29.42  miles  long. 
The  examiner  said  abandonment  of  the  branch  would  deprive 
a  large  section  of  the  benefits  of  rail  transportation  and  would 
practically  result  in  abandonment  of  the  mining  district  served 
by  the  branch. 

In  another  proposed  report,  Mr.  Davis  recommended  that 
the  Silverton  Railway  Company  be  authorized  to  abandon  the 
interstate  and  foreign  commerce  on  15.5  miles  of  narrow-gauge 
mining  railroad  in  San  Juan  and  Ouray  counties,  Colorado.  He 
su'd  there  have  been  no  operations  on  the  line  since  1921. 


BOSTON  &  MAINE  VALUATION 

In  a  tentative  valuation  report  on  the  property  of  the  Boston 
&  Maine  as  of  June  30.  1914,  the  Commission  fixed  the  tentative 
final  valuation  of  $234.189,816  on  the  system,  divided  as  follows: 
Property  wholly  owned  and  used,  $101,712,971;  used  but  not 
owned,  $132,476,845;  owned  but  leased  to  other  companies, 
$58,016. 

The  par  value  of  outstanding  stock  and  funded  debt  was 
$109,739,190  on  the  date  of  valuation. 

The  investment  in  road  and  equipment  was  stated  at  $90,- 
6C3.840.  of  which  $59,927.508  represented  road  and  $30,726,331, 
equipment.  If  certain  adjustments  were  made,  the  Commission 
said,  the  total  would  be  reduced  to  $88.090,755. 

The  report  said  the  original  cost  to  date  could  not  be  as- 
certained because  of  insufficiency  of  the  accounting  records. 

The  cost  of  reproduction  new  of  grand  total  of  property 
owned  was  stated  at  $93,851,564,  and  cost  of  reproduction  less 
depreciation,  $72,174,404. 

The  cost  of  reproduction  new  of  the  grand  total  of  property 
used  was  stated  at  $223,317,897,  and  cost  of  reproduction  less 
depreciation,  $170,629,869. 
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AGRICULTURAL  INQUIRY  REPORT 

Tkt  Tragic   World    Washington  Bur  ran 

In  a  summary  of  the  conclusions  of  the  Joint  Commission  of 
Agricultural  Inquiry,  as  to  the  effect  of  freight  rates  on  agri- 
culture directly  and  indirectly  through  basic  commodities,  Rep- 
resentative Sydney  Anderson  of  Minnesota,  chairman,  says  that, 
"figured  in  terms  of  transportation,  the  farmer  is  suffering  from 
a  72-cent  dollar."  Statements  on  other  phases  of  the  report 
with  relation  to  transportation  will  be  made  later. 

The  significant  parts  of  the  summary  are: 

The  Joint  commission  has  decided  to  report  to  Congress  that  the 
transportation  rates  on  many  commodities,  more  especially  the  prod- 
ucts of  agriculture  bear  a  il  -nate  relation  to  the  prn 
such  commodities:  that  J  In  transportation  rates 
should  be  first  applied  to  farm  products  and  other  basic  commodities: 
that  reductions  In  rates  articles  of  higher  value,  or  upon 
tonnage  moving  upon  so-called  class  rates,  are  not  warranted  while 
rates  upon  agricultural  products  and  other  basic  commodities 
remain  at  their  existing  levels:  that  greater  consideration  should  be 
riven  In  the  future  by  public  rate-making  authoritlen  and  by  the  rail- 
roads in  the  making  of  transportation  rates  to  the  relative  value  of 
commodities  and  existing  and  prospe- 

It  also  appears  from  our  inquiry  that  the  pyramided  per  cent 
advances  In  rates  authorized  by  tie  •  e  Commission 

or  made  by  the  fnlte.l  States  Kallrond  Adlmlnlstratlon  caused  the  dis- 
location of  long  standing  rate  relations!  •  n  rates  upon  agrl- 
ral  nnd  industrial  products  and  between  competitive  enterprises 
and  competitive  sections  of  the  ei  untr>  .  also,  that  the  railroads  and 
public  rate-making  bodies  should  seek  to  readjust  rates  so  as  to 
serve  as  far  as  practice  relationship  existing  prior  to 
131*  with  due  regard  to  present  an.l  future  economic  conditions. 

We  have  found  that  freight  rates  on  perishables  normally  take 
about  one-third  of  the  selling  price  and  frequently  two-thirds,  ami  in 
periods  of  low  prices  and  light  demand*,  they  constitute  a  heavy 
burden  upon  this  traffic. 

It  is  manifest   from  the  evidence  we  have  secured  that   the   pur- 
chaser and   the   farmer  are  dependent    to  a    marked  decree  upon   the 
transportation  charges  of   farm  products.      Regardless  of  the  distance 
Involved    these   transportation   charges    must    enable    both   the   carrier 
lie  producer  to  realise  a  profit  from  his  operations. 

The  report  will  show  that  In  Oclol>er.  19Z1.   farm  products  were  at 
an  index  figure  of  102  and  railway  rates  at  1«».  and  that  In  this  period 
of  falling  prices  for  farm  products  the  Increased  freight  charges  i 
the  farmer  feel  more  keenly   the  relationship  of  freight  charges  to  th. 
obtained  for  his  product. 

In   the  opinion  of  the  commission  as  a  whole   both   the   pro-: 
and   consumers  of  grain  and    Its   products  should   have   the   following 
advantages  of  transportation: 

<a>  Competitive  avenues  of  di  through  which  the  largest 

numlx-r  of  consumers  can  reasonably  be  reached: 

Itirough  rates  from  point  o  points  of  flnn 

sumption  through  two  or  mor«-  -nary  grain  markets: 

leneral  application  of  the   Intrrstale  Commerce   Commission's 
ng  lower  rates  on  coarse  grain  than  on  wheat, 
•ntes  are  affected  by  water  competition  or  other  factors 

•    .;.  1:.  I,    .'•-.-    .  i    ...... 

•:.ble  box  car  equipment. 

i  ..  •  m  .-  MM  ""n  it  •  -.tb  ralei  it  .....-,,•  *  ,.-.-... 
i  be  a  resumption  of  normal  shipments  and  In  order  that  the 
may  get  a  reasonable  share  of  the  final  sales  price, 

•   .   .     !      •',  ,t      !,.  ..  ..    •  ,-..,:  •  • 
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•       : 

of  hay  will  b» 
now  at  or  bek 
freight    rates 
similar  level. 

The  commission  has  found  that  livestock  shows  marked  fluctua- 
tions In  dally,  weekly,  monthly  and  yearly  shipments,  and  It  urges 
that  railroads,  shippers  and  stock  yard*  should  co-operate  to  bring 
about  a  more  even  distribution  of  shipments  at  the  livestock  markets. 
Increased  marketing  costs.  Including  freight,  commission  and  other 
charges  are  found  to  have  borne  with  the  greatest  severity  upon  the 
took  producer  farthest  from  murker 

Farm    prices   of    livestock    In    I  Ml    were   beknr   the    inn    lev. 
higher  prices  cannot  be  realised  It   Is  obviously   necessary    thnt  n: 
cost  In  marketing  and  distribution  must  be  stabilized  at  approxlm 
If,   as  now  appear*  rase,  prices  of  live 

going  to   find   their   level   somewhat   higher    than   In    1913.    freight. 
commission   charges,   feed,   yardage   and   <••  may   also   find 

•  ^responding  to  that  of  the  pri  •'-  k. 

:relght  rate*  have  been  found  by  the  commission  to  be. 
nut  a  small  percentage  of  the  value  of  the  cotton  crop,  but  they  do 
add  to  the  cotton  planter's  burden. 

Any    Increase    In    frelhht    rn<  --s    with     undue 

.    upon  the  cotton   producer   hecauw   of   tin     high   i  o.-t    |>er  hale 

..n  production.     It  Is  -t  that 

;>ort  of  cotton  has  ir  in   bnl- 

the    trade   of    •  «   and    thnt    It    Is    greatly    to    the 

t  of  the  whole  country  to  hav  <n  and  large 
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For  example,   fertilizer   prices  are  now  close   to   the   pre-war  basis 
ft    (or    the    higher   freight    costs    now    prevailing.      Material    prices 
and  costs  of  manufacture  are  almost  back  to  normal,  leaving  the  pres- 
t  nt  Height  costs  almost  entirely  responsible  for  the  difference  between 

nt  cost  of  fertilizer  and  that  which  prevailed  prior  to  the  war. 
We  have  found  that  the  weighted  average  of  farm  implements  factory 
price,  exclusive  of  power  equipment  and  twine,  shows  that  price  to  lu- 
ll  per-  cent  aliove  HUH;  inclusive  of  power  equipment  and  twine,  these 
s  are  now  approximately   i;»  i .  r  cent  above  1!>13.     It  would  appeal- 
that  the  factory  price  of  agricultural  inipltments  does  not  show  price 
advances   to   such   a   marked   degree   as   other   commodities   and   that 
rapidly    receding   to  a   lower   price   level.      In    1914   the   trans- 
portation charge  on  agricultural  implements  was  about  11  per  cent  of 
the  selling  price  to  the  farmer,   including  the  freight  on  raw  material 
ing   into   the  manufacture,   and   in   1H21,   same  Increased  to  15  per 
cent.     A   reduction   in   freight   rates  on  each   basic  commodity,   such  as 
•mi.    siii  I.    coal,    coke    and    lumber,    would    a.-si.-t    in    reducing   the 

\pense  for   farm   inrnplements. 

The  report  will  show  that   the  farmers  nre  the  second  largest  con- 

rs  of  steel,  ei  mi  ing  next  to  the  railroads,  ami  purchasing  annually 

country's  steel  production.     They  are.  therc- 

intimati  h    Interested  In  the  relationship  of  transportation  cost  to 

the    sales    price    of   steel.      The    freight    element    III    a    ton    of    steel    is 

red  by  iron  and  steel  makers  to  IK-  in  excess  of  41  per  cent  of  the 

g   price   of   the   finished   article   and   still   higher   in    the   case    of 

pig   iron. 

The  fanner  Is  similarly  h  ~ht  charges,  since  he 

Is  directly   or    indirectly    emn  •  nn  <1    in    from   20   to   22   per   cent   of    the 

annual  consumption   of   bituminous   coal.      Mine    prices,   freight   rates, 

sales    margins    on    Kith    bituminous    and    anthracite    coal    have    very 

•!>   Incrt-H.-.  There  has  been  practically  no  depression 

:e  somewhat   lower  in   1921   than  in 

1920.     Ilie  commlss  'uctlon   in   mine   prices,    freight 

i  sales  margins  -i»-cl»lly  on  bituminous  coal,  would 

probably   be   i.ii.rnp-  ,   In   improved    business  conditions. 

With    fui!  !n    bituminous    coal    the    commission    had 

:'h. n    the   wages  of  the  coal   industry    should    IN-   considered   In 
••nue  conditions: 

Marge*  should   lie  adjusted   with  due 
regard  to  •  inns: 

Th.it    items  of   [i  in   handling  should  be  re- 

•  I'l.ssibie  minimum: 

dli  That  duplication  of  any  Items  i  intermediate  between 

I   tie  eliminated   where  such  expense  can 

be   .-i  unnecessary    Interference    with    the    broad  avenue 

of  d 

Directly  or  inil  nmlsslon  has  found  that  the  farmers 

tin     eniintix'-    luriil.il    i  induction,    largely    In 

the    sn-en!!'.|    !nwer    grailes.    and    (m    these    grades    the    retailer    now 

•    In  his  s:<  n  on  the  freight  cost 

than  upon  the   !  :ll  value. 

I- mm  the  Mm  On-  railways  as  a  whole  they   enulil   better 

afford   to  obtain  the  needed   revenue  from   the   lumber   business  hv   tin 
assessment    of    r.lati\e  >     hlgl  10    apply    to    their    short    haul 

business   In   order   to   gt\  •  ti.    tin     long    haul    tralllc    and 

still  maintain  a  tolnl  compensatory   railroad   revenue. 

The   price   of  gasoline  and   kerosene,   nf   which    farmers   are   large 
consumers,    has    been    found    in    be    jnMm  need    little    or   not    at    all    b\ 

»ch    is  In   the  same   cate- 

it  both   freight   rates  and  prices  of 

uld  show    i  i    pin.     levels   of  other   basic 

•  i(5ht     rates    an-    n  duced    such    decrease 

shoi  •iiMinn  r  nnd   not  absorlied  as 

profit  -trlbutlon  system.      We  I..  HIM 

'hnt  tie-,    might    properly    analyze    retail 

•  ds  of    thl."  lionshlp    to   the    leve:    of   rates 

•.mill    to    be    practically    back    to 
ributlon   of  canned   products  Is  not 

mat.  Kht   rates,   the  freight  rate   In-aring 

small  ratio  to  the  final  s 

••tides   as   boots,   shoes,   dry    goods,    men's 
"K.   in   tin-   commission's  Judgment,   are   not    n 

;     these    commodities.      Where    tin 
merchant  hut  Is  made  a  pan  oi  the 

b"sls  upon  which  mnrglns  and  profits  nre  figured,  it  represents 
a  small  proportion  of  the  final  sales  I 

SOUTHERN  PACIFICl*ATE  REDUCTIONS 

Shippers  who  came  to  the  hearing  on  I.  and  S.  1511  (re- 
duced rates  from  New  York  piers),  before  Examiner  P.  F.  Gault, 
in  Chicago.  April  11  (see  Traffic  World.  April  15,  p.  822),  did 

expect  to  meet  with  an  admission  from  representatives  of 
the  Southern  Pacific  that  the  reductions  proposed  in  the  sus- 
pended tariff  constituted  the  entering  wedge  of  a  move  on  the 
part  of  that  road  to  cut  rates  generally  from  New  York  to 
destinations  on  its  own  lines  north  and  west  of  Galveston.  They 
appeared  somewhat  taken  aback  when  that  admlsnion  was  made, 
but  they  then  became  more  vigorous,  if  possible.  In  their  con- 
demnation of  what  they  charged  was  an  attempt  on  the  I..H  ; 
nf  the  Southern  Pacific  to  place-  itself  In  a  position  to  dominate 
tin-  movement  of  westbound  tame  to  transcontinental  destina- 
tions— an  attempt  of  which  the  railroad  men  said  their  line 
was  wholly  Innocent. 

F.  H.  Plalsted.  assistant  director  of  traffic  for  the  Southern 
r.-uiflc.  was  the  man  whose  remark  lifted  the  hearing  above 
iinary  protest  of  one  group  of  shippers  against  an  attempt 
to  give  what  thev  called  a  preference  to  their  competitors  on 
a  limited  number  of  comparatively  light-moving  commodities,  to 
tin-  level  of  a  miniature  general  rate  inquiry.  The  discussion 
at  the  time  was  about  the  propriety  of  reducing  rates  on  10 
commodities  to  meet  alleged  water  competition,  while  Ignoring 
all  others.  To  this  Mr.  Plalst.d  replied  Dial  K.  H.  founds*. 
chairman  of  the  Transcontinental  Freight  Bureau,  had  already 
received  .1  le'ier  Horn  (he  officials  of  the  Southern  Pacific 
ordering  him  to  M  ducc  rates  on  all  schedule  C  cominc 

iible  of  movement  by  canal,  inmi  New  York,  via  Morgan 
Une  and  Galvest<  n  to  Southern  Pacific  points,  to  the  level 
of  the  present  fliica^-o 

The  suspended  supplement  on  which  the  hearing  was  held 
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involved  rates  as  described  on  ammunition,  beverages,  canned 
goods,  linoleum,  green  coffee,  grape  juice,  paint,  twine  and 
cordage,  and  glass  and  glassware.  The  reductions  proposed 
were  the  differences  in  the  group  A  rates  on  these  commodities, 
in  which  group  New  England  and  New  York  are  located,  to  the 
level  of  group  D,  in  which  Chicago  is  located.  The  reductions 
ranged  upward  from  33%  cents.  On  beverages,  for  instance, 
the  revision  was  from  $2.16%  to  $1.50  and  on  glass  and  glass- 
ware, from  $2.08%  to  $1.30. 

The  Southern  Pacific's  reason  for  proposing  these  reduc- 
tions were  set  forth  in  a  statement  by  Mr.  Plaisted,  following 
which  he  explained  that  the  suspended  tariffs  were  in  error 
in  so  far  as  they  proposed  the  lower  rates  via  Galveston  and 
neglected  to  do  so  via  New  Orleans.  He  insisted,  however,  that 
the  latter  route  was  for  use  only  in  emergency.  The  lower 
rates,  he  said,  would  apply  at  all  Southern  Pacific  points  be- 
yond the  Gulf  ports  at  which  the  through  rates  were  now 
higher  than  those  proposed.  His  statement  was  as  follows: 

The  parity  of  rates  long  existing  from  points  of  production  on  the 
Atlantic  seaboard  and  points  of  production  in  the  interior  to  Califor- 
nia terminals  resulted  from  the  policy  of  the  trans-continental  lines  in 
meeting  the  competition  of  the  all-water  route  by  a  postage  stamp  ad- 
justment, which  was  designed  to  retain  a  share  of  the  traffic  from 
the  Atlantic  seaboard  and  which  had  the  effect  of  placing  all  pro- 
ducers, whether  on  the  seaboard  or  in  the  interior,  on  an  equality  in 
Pacific  coast  markets. 

On  certain  commodities  the  rates  made  by  the  all-water  lines 
were  so  low  that  the  trans-continental  all-rail  lines  felt  they  could 
not  afford  to  compete  from  seaboard  territory,  yet  the  trans-continen- 
tal water  and  rail  lines  via  gulf  ports  felt  able  to  and  did  meet  this 
competition.  On  these  commodities  the  all-rail  lines  established  their 
postage  stamp  adjustment  from  Chicago  and  west,  thus  securing 
their  traffic  to  California  in  these  commodities  from  middle  west  pro- 
ducing points. 

Thus  there  existed  for  many  years  a  postage  stamp  parity  of 
rates  to  California  from  all  eastern  and  mddle  west  producing  points 
on  many  commodities,  and  a  broken  postage  stamp  on  certain  other 
things  on  which  the  rates  from  New  York  piers  of  the  gulf  routes 
and  from  transcontinental  groups  D  (Chicago),  E  (Mississippi  River), 
F  (Missouri  River),  etc.,  via  the  all-rail  routes  were  on  an  equality, 
while  higher  rates  obtained  from  points  in  group  A,  other  than  New 
York  piers,  and  from  all  points  in  groups  B  (Pittsburgh)  and  C  (De- 
troit) territory,  the  water  competitive  rates  from  New  York  piers 
being  the  measure  of  postage  stamp  rates  applied  from  western  pro- 
ducing points  via  the  all-rail  routes,  including  Southern  Pacific  and 
connections  via  western  gateways. 

When  the  ships  left  the  canal  route  to  seek  the  more  profitable  war 
traffic,  and  water  competition  from  coast  to  coast  via  the  canal  prac- 
tically ceased,  the  Commission,  in  an  order  dated  June  30,  1917,  46 
I.  C.  C,  236,  withdrew  all  relief  from  the  provisions  of  the  fourth  sec- 
tion ort  westbound  transcontinental  traffic.  In  reissuing  their  tariffs  in 
compliance  with  this  order,  the  transcontinental  lines  broke  up  the 
postage  stamp  adjustment  from  points  east  of  Missouri  River  and 
established  higher  rates  from  territories  east  thereof.  The  Southern 
Pacific  at  this  time  desired  to  continue  rates  from  New  York  piers 
via  its  gulf  route  not  higher  than  from  group  D.  but  by  order  of  the 
U.  S.  Railroad  Administration  the  same  rates  westbound  were  pub- 
lished via  this  broken  water  and  rail  route  as  via  the  all-rail  routes 
from  New  York  territory,  except  on  about  35  commodities  which  still 
remain  in  the  westbound  tariff,  R.  H.  Countiss  No.  IT,  I.  C.  C.  1089. 
on  the  group  D  basis.  In  the  eastbound  tariff  commodity  rates  were 
continued  to  New  York  piers  of  the  Morgan  and  Mallory  lines  via  the 
gulf  routes  on  the  group  D  basis,  and  so  they  still  remain. 

Since  the  return  of  the  railroads  to  the  control  of  their  owners  it 
has  been  the  desire  and  purpose  of  the  Southern  Pacific  to  restore  the 
westbound  adjustment  which  was  cancelled  by  order  of  the  U.  S. 
Kailroad  Administration,  and  the  10  items  in  supplements  27  and  31 
to  R.  H.  Countiss  Westbound  Tariff  IT,  I.  C.  C.  1089,  which  have 
been  suspended  and  are  the  subject  of  this  proceeding,  were  published 
by  Agent  Countiss  on  the  instructions  of  Mr.  L.  J.  Spence,  director  of 
traffic  of  the  Southern  Pacific  Lines,  in  pursuance  of  that  purpose. 

The  movement  of  these  westbound  commodities  by  way  of  the 
canal  and  by  way  of  the  Southern  Pacific's  gulf  route  via  Galveston 
during  the  calendar  year  1921.  stated  in  tons,  was  as  follows: 

Via  Southern 
Pacific  Gulf 

Commodities  Via  Canal — Tons  Route — Tons 

Ammunition    1,467  46 

Beverages     644  0 

Canned   goods    16.187  0 

Linoleum     3,084  34 

Coffee,    green     2,073  0 

Grape   juice    121  15 

Paint    and   varnish    6,929  0 

Twine   and   cordage    1,661  0 

Bottles  and  jars   '   952  0 

Total     33,118  95 

That  the  rates  now  in  effect  via  the  Galveston  route  are  obviously 
too  high  to  obtain  any  share  of  this  traffic  is  conclusively  shown  by 
the  above  figures.  It  is,  therefore,  proposed  by  the  Southern  Pacific 
to  reduce  these  rates  to  a  basis  which  it  is  hoped  may  secure  some 
of  this  business,  although  probably  further  reductions  will  be  neces- 
sary. No  rates  are  proposed  lower  than  from  group  D  (Chicago  ter- 
ritory) at  this  time,  because,  in  the  absence  of  fourth  section  relief, 
these  rates  must  now  be  applied  as  maximum  at  intermediate  points. 
We  assert  that  the  rates  here  proposed  are  not  destructive  of  rate 
relations  and  do  not  violate  the  Commission's  order  in  46  I:  C.  C.,  p. 
236.  and  that  such  rates  do  not  create  unlawful  discrimination  be- 
tween  localities,  individuals  or  against  other  traffic. 

Luther  M.  Walter,  attorney  for  the  Chicago  Chamber  of 
Commerce  and  for  various  middle-west  industries,  asked  Mr. 
Plaisted,  on  cross-examination,  whether  the  railroads  serving 
Chicago  and  the  lower  Mississippi  River  points  were  not  also 
subjected  to  water  competition  via  the  barge  line  and  canal 
routes.  The  witness  admitted  the  possibility  of  such  compe- 
tition and  said  that  if  it  could  be  shown  to  exist  on  any  stated 
commodities,  his  lines  would  be  willing  to  join  with  the  other 
western  lines  in  an  endeavor  to  meet  it. 

The  objections  of  the  protesting  witnesses  were  general  in 
nature,  influenced  probably  by  their  newly  gained  knowledge 


that  the  commodities  involved  were  only  the  vanguard  of  a 
long  list  which  the  railroad  witness  promised  to  put  into  the 
record  later.  None  of  them  objected  specifically  to  the  reduc- 
tions proposed  in  the  tariff,  A.  J.  Wait,  chairman  of  the  traffic 
committee  of  the  Chicago  Chamber  of  Commerce,  going  so  far 
as  to  say  that  he  considered  them  to  be  merely  paper  rates, 
because  even  as  proposed  they  were  higher  than  the  rates  via 
canal.  C.  L.  Lingo,  traffic  manager  for  the  Inland  Steel  Com- 
pany, scoffed  at  the  idea  that  the  suspended  supplement  told 
the  whole  story. 

"Even  if  the  Southern  Pacific  could  get  all  of  the  tonnage  Mr. 
Plaisted  said  was  going  through  the  Panama  Canal,  it  would 
amount  to  just  2,700  tons  a  week,"  said  he.  "That  wouldn't  go 
a  long  way  toward  filling  the  nine  12,000-ton  boats  the  Morgan 
Line  claims  are  now  lying  idle.  So  far  as  the  suspended  supple- 
ment is  concerned,  I  am  willing  to  admit  almost  anything.  But 
I  am  here  to  protest  vigorously  against  a  bad  principle." 

C.  E.  Bradford  said  that  the  proposed  rate  on  twine  and 
cordage  would  annul  the  advantage  the  plant  of  the  Interna- 
tional Harvester  Company  at  Portland  had  paid  for  it  when  it 
built  its  plant  in  that  city.  He  said  that  plant  had  to  pay  a 
total  of  $2.27  in  freight  rates  on  its  raw  material  and  twine,  in 
order  to  lay  it  down  at  Los  Angeles,  while  under  the  proposed 
rate  the  eastern  manufacturers  would  be  able  to  do  the  same 
thing  for  $1.80. 

"In  effect,"  he  said,  "you  are  moving  New  York  west  as 
far  as  Chicago." 

"And  the  Panama  Canal  moved  it  as  far  west  as  Denver," 
interjected  Mr.  Plaisted. 


CLAIMS  AGAINST  R.  R.  A. 

The   Traffic   World    Washington  Bureau 

The  traffic  bureau  of  the  Omaha  Chamber  of  Commerce 
has  come  to  the  conclusion  that  it  is  a  waste  of  time  and  energy 
on  its  part  to  deal  with  the  Railroad  Administration  informally, 
with  a  view  to  obtaining  action  on  claims  for  reparation  on 
transactions  during  federal  control.  It  has,  therefore,  made 
preparation  to  withdraw  all  informal  reparation  cases  on  file 
with  it  as  a  first  step  toward  the  filing  of  formal  complaints. 
H.  D.  Bergen,  assistant  manager  of  the  traffic  bureau,  has  pre- 
pared a  form  letter  withdrawing  the  papers  pertaining  to  the 
claims,  in  which  he  has  set  forth  the  reasons  for  thinking  it 
useless  to  negotiate  with  the  Railroad  Administration.  In  that 
letter,  addressed  to  the  Interstate  Commerce  Commission  he 
says: 

During  February,  1921,  we  filed  the  above  reparation  claim  as  an 
informal  complaint  against  the  Director-General,  as  Agent,  under  the 
provisions  of  Section  206,  paragraph  C,  of  the  Transportation  Act, 
1920.  We  believe  this  claim  is  a  just  claim  and  it  was  carefully  pre- 
pared in  line  with  all  requirements  of  the  Commission  and  of  the 
Railroad  Administration.  We  therefore  had  reason  to  believe  the 
claim  would  be  disposed  of  in  a  fair  manner  and  with  reasonable 
dispatch. 

In  connection  with  various  informal  complaints  which  we  now 
have  pending  against  the  Railroad  Administration  we  have  received 
numerous  advices  from  Mr.  C.  B.  Stafford.  Chief  Traffic  Assistant  to 
the  Director-General  in  the  following  form: 

"The  number  of  claims  which  were  received  prior  to  yours  has 
meen  somewhat  reduced,  still  I  have  not  reached  the  point  where  I 
can  give  this  claim  consideration.  It  will  be  given  attention  at  the 
earliest  possible  moment." 

We  are  now  beginning  to  receive  from  Mr.  Stafford  in  relation  to 
certain  of  our  claims  form  letters  declining  the  claim  and  containing 
the  following  paragraph: 

"All  of  these  facts  presented  in  connection  with  this  claim  have 
had  very  careful  consideration.  It  has  not  been  conclusively  shown 
that  the  rate  charged  was  unreasonable  nor  that  the  claimant  has 
been  damaged;  therefore  I  am  unwilling  to  submit  this  claim  for  con- 
sideration of  the  Special  Docket." 

These  tactics  on  the  part  of  the  Director-General  have  caused  a 
delay  of  over  one  year,  to  say  nothing  of  the  lost  effort,  time  and 
money  expended  in  preparing  the  claim  for  presentation  to  the  United 
States  Railroad  Administration  and  in  the  end  the  claimant  to  ob- 
tain settlement  is  forced  to  file  a  formal  complaint  with  the  Com- 
mission. 

We  are  firmly  convinced  that  this  is  the' fixed  policy  of  the  Direc- 
tor-General in  dealing  with  these  informal  or  special  docket  cases  and 
that  a  just  and  equitable  settlement  cannot  be  obtained  voluntarily  at 
the  hands  of  the  Railroad  Administration  by  claimants. 

We,  therefore,  respectfully  request  that  all  papers  in  the  claim  re- 
ferred to  in  the  caption  of  this  letter,  be  returned  to  us  promptly  as 
may  be  possible,  as  it  is  our  purpose  to  file  formal  complaint  against 
the  Director-General  at  the  earliest  possible  date. 

Mr.  Stafford,  whose  course  in  the  matter  displeased  the 
Omaha  Chamber  of  Commerce,  had  no  comment  to  make  on  the 
letter. 


CHANGES   IN    DOCKET 

Hearing  in  I.  and  S.  No.  1505  and  first  supplemental  order, 
fruit  and  vegetable  packages  to  stations  in  Oklahoma,  assigned 
for  April  17  at  Jonesboro,  Ark.,  before  Examiner  Fleming,  was 
canceled. 

Hearing  in  No.  13370,  the  Clay  Products  Company  vs.  Di- 
rector-General, assigned  for  April  18,  at  Chicago,  before  Ex- 
aminer Gault,  was  postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  No.  12840,  G.  B.  Markle  Company  (now  Jeddo 
Highland  Coal  Company)  vs.  Director-General,  assigned  for 
April  21,  at  Philadelphia,  Pa.,  before  Examiner  Jewell,  was  can- 
celled and  reassigned  for  May  11,  at  Philadelphia,  Pa.,  before 
Examiner  Quevedo. 
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SHIP  SUBSIDY  HEARING 

The   Tragic    World    Waski«gteH   Buref* 

Continuing  his  discussion  of  the  difference  in  cost  of  opera- 
tion of  American  and  foreign  vessels,  Mr.  Merrill,  director  of 
the  Bureau  of  Research  of  the  Shipping  Board,  told  the  Senate 
and  House  joint  committee  that,  as  had  been  explained  by  Mr. 
Ferguson,  there  would  exist  in  normal  times  a  differential  be- 
tween the  cost  of  constructing  ships  in  this  country  and  in  Eng- 
land of  approximately  25  per  cent  on  the  British  costs. 

"This  difference  in  first  cost,"  said  he,  "exerts  an  effect 
which  is  felt  throughout  the  life  of  the  ship  and  which  consti- 
tutes one  of  the  major  handicaps  under  which  American  ship 
owners  have  in  the  past  labored.  Three  of  the  continuous 
charges  which  the  ship  owner  must  bear  are  functions  of  the 
first  cost  of  the  ship.  These  charges  are:  the  interest  on  the 
amount  invested,  the  amortization  or  depreciation  allowance  on 
that  amount,  and  the  insurance  cost." 

The  witness  said  the  returns  which  the  shipping  industry 
gives  have  not  In  the  past  been  sufficient  to  make  their  secur- 
ities at  all  attractive  to  American  investors. 

"The  Shipping  Board,"  he  said,  "has  a  number  of  low  speed, 
medium-sized  cargo  vessels  which  It  is  willing  to  dispose  of  at 
$30  per  deadweight  ton,  which  represents  about  the  world  mar- 
ket price  for  good  cargo  tonnage  of  this  type.  It  might  be 
thought  that  in  the  purchase  of  such  tonnage  an,  American 
owner  would  be  able  to  operate  on  a  parity  with  his  British 
competitor  as  far  as  the  first  cost  was  concerned.  The  board 
believes  that  this  is  not  wholly  the  case." 

He  pointed  oat  that  American  ship  owners  have  about  3,- 
800,000  tons  of  sea-going  vessels,  acquired  at  high  prices.  In 
some  cases  as  blgh  as  $200  a  ton.  He  then  said  It  was  to  be 
expected  that  the  purchasers  of  Shipping  Board  tonnage  would 
to  a  considerable  extent  be  American  ship  operators,  no  that  the 
average  capital  investment  of  the  companies  already  owning 
ships  at  high  prices,  even  after  purchasing  $30  tonnage,  would 
be  much  higher  than  the  capital  investment  of  most  of  the  suc- 
cessful British  companies.  On  the  other  hand,  he  said,  new 
concerns  must  be  aided  to  buy  the  government  vessels  if  that 
tonnage  Is  to  be  absorbed. 

To  be  safe  the  ship  owner  must  put  aside  an  average  of 
between  4  and  5  per  cent  per  annum  for  depreciation,  he  said. 
The  insurance  charge  will  range  from  4H  to  6  per  cent  per 
annum,  he  said. 

Continuing,  he  said: 

The  annual  difference  In  operating  coats  of  American  ships  over 
that  of  British  ships  Is  therefore  composed  of  three  elements: 

The  annual  excess  of  the  cnpltal  charges. 
2.     The  annual  wage  differential. 
1.     The  annual  subsistence  differential. 

t*»  taken  as  a  minimum  of  fifteen   per  cent  on   the 
-i  of  first  cost.  for  a  new  ship.  Is  twenty  per 

of  her  cost  of  building  In  this  country.  For  other  than  new  ships  It 
Is  ouch  excess  as  may  be  determined  as  existing  either  by  virtue  of 
an  exces  of  first  cost,  or  by  •  xc.  s«  of  annual  rate,  or  of  both. 

second  may  be  taken  as  a  minimum  of  thirty  per  cent  of  the 
annual  wage  bill  today,  and  Is  likely — Is  almost  certain — to  Increase 
In  the  future. 

The  third  Is  about  t  cent  of  the  annual  subsistence 

bill  for  cargo  vessels  and  should  amount  to  approximately  fifty  dollars 
per  nun  per  year.  For  *urh  vessels  the  crews  will  run  from  twenty- 
five  to  forty-five  men,  and  the  sutauMenee  differential  may  run  from 
fifteen  hundred  to  three  thousand  dollars  per  ysr  For  the  large 
pass«-ng«r  ships  the  differential  Is  subsistence  will  be  slighter  and  Is 
negligible  In  comparison  to  the  capital  charge  differential. 

In  addition  to  these  difference*,  which  com-   Into  the  direct  costs 

••ration  of  the  vessel,   tie  -,   labor  makes 

If-. if  frit.   In  about  Us  usual  ratio.   In  all   places   where   labor  affects 

American  costs. 

Repairs,  for  Instance,  may  amount  to  from  $5.0CO  to  $15.000  per 
year,  for  the  medium-sized  tramp,  exclusive  of  renewals  and  recov- 
erable average.  In  normal  times  repair  costs  are  subject  to  not  less 
than  the  n.ime  differential  that  :<]  :  ulldlng  ami  probably  to 

more,   owing  to  the  greater  proportion    thnt    labor  constitutes   of  the 

t    thi-   differential  would 
amount  to  from  and  to  three  thousand  dollars  per  year. 

Similarly,  the  administrative  expense*,  excluding  salaries  of  actual 
company ,  ofllc.  t  staff,  freight  agents  and  clerical 

will  *how  higher  salaries  throughout. 

v  are  not  readily  measur- 
because  .3   actual    comparison*    of 

•  inc..*  anil  conditions. 
-,ly  be- 
lt could  be  substantiated 

••nt   and  authoritative  fit  board  does  believe 

that  as  long  as  British  Inhor  costs  ..  .  -half  to  two- 

thirds  of  American  costs  In  almost  all  branches  of  Industry,  it  I*  obvi- 
ous that  wher  ,|  tabor  I-  vith  ship- 
ping, that  wh;.  ..stly  than  that 
employed  In  r; 

A  further  point   Is   the   fact    that,    while  ,rlson  has  been 

set  up  on  the  basis  of  British  co»t».  because  Britain  Is  the  prepoi 
ant    maritime    power   of    the    worl.i  ...    does    not    n 

American    shl[  Into   most    Insurmountable    competition 

on   the  part   of  »hlps  of  other  nations   In   special   trades,   or  wit 
tain   type*  of  ships. 

O"  'Pie.   an   arena   whose   importance   will   in- 

huilt    up   by    int.  III- 
'      "'       '"  nely   low 

hnrnn.   where  small  Teasels  are  essential. 

.  *nrv  '•'  work,  to  ships  at  rates 

wh'r,h    ""..*'•  roach.  reason    Is 

wages,  and  nartlv   In   the   fact 


Mr.  Merrill  estimated  that  a  well-balanced  fleet  to  carry  the 
greater  portion  of  40,000,000  tons  of  exports  and  15,000,000  tons 
of  imports  of  dry  cargoes  per  annum,  together  with  the  greater 
portion  of  20,000,000  tons  of  imports  and  5,000,000  tons  of  ex- 
ports of  bulk  oil  shipments,  would  be  composed  of  approximately 
3.600,000  tons  of  slow  cargo  ships;  1,250,000  tons  of  fast  cargo 
ships;  750,000  tons  of  combination  liners;  400,000  tons  of  pas- 
senger ships  and  1,400,000  tons  of  tankers. 

Mr.  Merrill  concluded  his  statement  by  showing  what  ships 
of  various  types  would  receive  under  the  direct  aid  proposed 
by  the  bill.  He  said: 

For  convenience  in  computation  or  discussion,  it  may  be  as  well 
to  establish  a  certain  definite  classification  of  vessels  which  will  permit 
dealing  with  our  merchant  marine  by  classes  and  may  avoid  confusion 
These  classes  will  be.  therefore,  oil  tankers;  small,  low-speed  cargo 
vessels  including  ships  up  to  5,000  gross  tons;  medium  large,  low- 
speed  cargo  vessels  which  may  run  from  5,000  to  7,000  gross  tons: 
fast  cargo  vessels  which  will  usually  have  a  size  of  from  6.000  to 
10.000  gross  tons;  alow,  combination  cargo  and  passenger  vessels; 
large  combination  passenger  and  cargo  vessels;  fast  passenger  vessels. 
:ie  express  type  mail  carrying  passenger  vessels. 

he  tankers,  the  privately  owned  fleet  Is  In  excess  of  1.600,000 
gross  tons.  The  average  mileage  for  such  ships  will  be  between 
50.000  and  55.000  miles.  Taking  the  latter  figure  and  the  average 
gross  tonnage  of  all  our  tankers  as  6,500  tons,  the  average  amount 
of  aid  that  a  tanker  would  receive — provided  that  she  accepted  the 
direct  aid  by  complying  with  the  provisions  requiring  her  to  be  a  com- 
mon carrier— would  be  under  $18.000  a  year. 

TBt  small  sized  cargo  ships  are   usually  employed   In   the  nearby 

trades.     Their    mileage    per    year    will    average    approximately    30.000 

.    Taking  their  gross  tonnage  as  5,000,  regardless  of  their  actual 

size,  as  provided   In   the  bill,   such  vessels  would  receive   an   average 

annual  direct  aid   of  $7, SCO  per  ship. 

For   the    larger   cargo   ships    of   low-speed    whose   annual    mileage 
will    be   about   40,000    un  reel   aid,    assuming   an   average    of 

(.000  gross   tons,   will    be    $12.000. 

The    fast    freight    vessel  .h    a    trial    speed    of    13    or    14 

knots  and   hence   become  eligible   to  receive   direct  aid   In    the   higher 
brackets.     The   ships    In    the    American    merchant   marine    which    may 
be  considered  as  express  freighters  have  speeds  ranging   from   12   to 
14  knots.     Assuming  that   the   freighter  of  the   future   will   be  able  to 
make  the  higher  spe.- I  .it    11    Knots,   at  which   rate  she  would  receive 
•     •  •  •     •  •        •'        :..n  pei-  humi!i  .1  miles,  or  taklni     in  average  tonnag< 

of  8.000  gross  tons  and  a  mileage  of  50.000  miles,  direct  aid  of  $32.000. 

For  Uie  small  nels.   such   as  our  fleet  running   to 

ountrles.  u  .•  gross  tonnage  will  be  about  5,500 

tons.     Their  speed   will    probably    permit   them   to  come  under  the   13 

or  14  knot  rate.    Their  mileage  will  be  possibly  45.000  miles  per  year. 

vessels,    therefore,    would    receive    from    $20,000    to    $2o.OOO    per 

year  of  direct  aid. 

For    the    larger    combination    vessels /  whose    gross    tonnage    may 

run  from   10  to  14.000  tons  and   whose   speed   on   trial  may  nm   from 

I    to   17   knots,  on  average  would  work  out.    taking   12.000  tons  and 

IB   knots  speed,   at  $1.20  per  mile   steamed  or  at  an   average  annual 

mileage  of  70,000.  woulu  amount  to  a  direct  aid  of  $84,000. 

.ssels  the  amount  of  aid  would  run  from  $200,- 

000  to  $300.000.  depending  upon  size  and  speed,  which  In  these  ships 
would  vary  wi  —ss  passenger  type  of  ship,  of  which 

we  have  private  mmission  but  one  example,  would 

.••.  according  t'  a  direct  aid  which   might  run  to 

$500,000,  or  higher  figures,  depending,  of  course,  entirely  upon  their 
nature. 

With    all   these   vessels,    especially    In    those   of   special    type,    tin 
Board    has   the    power,    ns    explained,    to    vary    the    amount    of    il 
aid,  from  none  at  all  up  to  an  Inciease  of  100  pet    rent  in  the  amount 
of   aid    gi\  ,    the    hill    requires    that    the 

vessels   which    carry   mall   shall   not    receive   tholr  ordinary   compensa- 
or  that,  but  Instead  the  mail  payments  are  turned  into  the  mer- 
Thfso  mall  paycments  in  the  case  of  the  faster 
ships  may  run   from  S'       """  to  $250.000  per  ship  per 

A«  ••'  ul   compilation   was  made, 

there   wet  tankers   having   a   gross 

, ''  11  i  .  i..    •        •  .  i .      ivi     n  annual  amount 

of  direct  aid  aggregating  $4.(44.000.    Tin 

•els;  1Z7  medium  six-  cargo  vessels  including  refrigerated  tonnage, 
and  !  .  .  ••  .  •  '  •  •  :  :....-  _.,  -...-.. 

(7  had  speeds  In  excess  of  12  knots.     The  small  cargo  vessels  should 

live    $1.635.000;     the    medium    sized    CIITKO    vessels    should    r' 

the  57  fast  cargo  ships  should  receive  $1.824,000,  or  a  total 
••    four   classes   of  $9.207.000. 
he  8$  passenger  vessels  of  sea-going  characteristics  privately 
<;»  were  of  less  than  7.000  gross  tons.    These 

vessels  wen;  almost  entirely  In  the  nearby  trades  with  the  Caribbean 
countries.  Taking  the  maximum  figure  of  $25.000  apiece  for  such  type, 
these  ships  won  11.726,000.  The  remaining  passenger  vessels 

operated    on    trans-i  or   capable    of    oelng    so   operated, 

assuming  all  19  -  .;.•  of  $84.000,  would  receive  $1.596.- 

000.  The  total  for  the  passenger  ships  would  amount  to  $3,321,000. 
or  for  the  maximum  private  fleet  that  could  be  put  into  operation, 
$12,5X8,000  per  annum. 


It  might  be  mentioned  thnt  the  above  figures  Include  numbers  of 
•hips  which  are  capable  of  operating  In  foreign  trade  hut  which  are 
not  so  operating.  These  are  Included  In  order  to  cover  safely  the  maxl- 


that 


more 


mum     possible    demands     that    could     be    made.      In     actual     pi 

the  amount  w:  iise  of  the  fact  that 

v  of  the  whip*  Included  In  the  above  table  are  on  established  coast- 
wise and  Intercoastal  runs  from  which  the  relatively  slight  amount  of 
aid  offered  will  not  tempt  th- 

If  the  entire  Shipping  Board  fleet  of  steel  vessels  were  sold  to- 
day and  If  It  were  Dossil,  .ite  such  an  amount  of  tonnage  in 
the  foreign  trade  there  would  be  a  total  demand  on  th.  public 
Treasury  of  approximately  $32.000.000  cm  all  the  vessels  to  be  allot!..] 
to  scheduled  aid.  It  I*  Impossible,  of  course,  that  this  amount  of 
tonnage  can  be  nbsorlieil  «  xe,  j.t  over  two  or  three  year*;  a  con- 
*ldcrable  part  of  It.  a«  i  nan  has  testified,  probably  cannot 
because  of  UK  IIP  sold,  and  finally  the  lawr  Shipping 
Hoard  passent  .-.ed  from  (iermany,  will 
""t  the  .-•heilnleii  a  ill  hut  instead  will 

\f  an  nld  in  pinpoi-tioii  to  the  cost  at  which  the  Hoard  dispose* 
of  tl 

If   our   th.  perfect    il.  .  t    referred   to   previously  as   beiinr 

the  best  ottlmat  n   muke   today  of  the   number*  and   types  of 

the  cost  will   work  out    In  approximate  accordance   with   the   following 
thnn    those   of   Noru  ntly   are. 
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3.600,000  gross  tons  slow    cargo    vessels $  9,000,000 

1,250.000  gross  tons  fust    cargo  '  vessels 5.000,000 

.000  gross  tons  com.  passg.  and  cargo  vessels 5,500,000 

400,000  gross  tons  fast   passenger  vessels 5,000,000 

Total     $24,500.000 

To  the  above  must  be  added  $4,644,000  already  estimated  as  the 
amount  of  direct  aid  accruing  to  our  tankers.  While  it  may  be  that 
our  tanker  fleet  will  increase,  it  is  at  present  carrying  75  per  cent  of 
our  trade  in  bulk  oH.  or  half  as  much  again  as  the  proportion  the 
Board  is  required  to  attain  under  the  Jones  Act.  On  the  other  hand, 
it  may  be  that  these  tankers  will  be  Ineligible  altogether  for  subsidy 
and  will  receive  none  of  this  amount.  The  total  direct  aid.  there- 
fore, which  the  balanced  merchant  marine  of  the  number  and  type 
considered  desirable  might  reach  on  the  basis  of  the  scheduled  pay- 
ments alone,  would  aggregate  something  over  $29,000,000.  This  is  with- 
out regard  to  alterations  in  the  scale  made  by  the  Board  because  they 
rannot  be  predicted. 

In  receiving  this  aid,  American  vessels  will  be  obliged  to  forego 
»n  amount  of  postal  payments  which,  if  based  upon  the  non-con- 
tract rate  of  eighty  cents  per  pound,  and  upon  the  amount  of  mail 
matter  shipped  in  1921,  would  exceed  $8.500,000.  There  would,  of 
course,  be  allowance  for  parcels  post,  which  is  at  present  carried  by 
American  ships  at  eight  cents  per  pound,  but  this  will  not  affect 
the  general  accuracy  of  the  statement. 

Proponents  of  the  proposed  subsidy  legislation  believe  that 
the  hearings  on  the  subsidy  bill,  which  have  been  in  progress 
since  April  4,  will  be  concluded  in  the  next  two  weeks  or  by  the 
end  of  this  month,  and  that  the  bill  will  be  reported  to  Congress 
shortly  thereafter. 

Witnesses  yet  to  be  called  by  the  Shipping  Board  were  ex- 
pected to  complete  their  testimony  this  week  or  at  least  early 
next  week.  Examination  of  Director  Merrill  of  the  Bureau  of 
Research  was  resumed'  April  17.  Most  of  the  examination  of 
the  witnesses  thus  far  has  been  conducted  largely  by  three  Dem- 
ocratic representatives — Mr.  Davis  of  Tennessee,  Mr.  Hardy  and 
Mr.  Briggs  of  Texas — who  are  opposed  to  the  bill  as  submitted. 
It  is  charged  by  those  who  are  advocating  passage  of  the 
measure  that  the  Democrats  named  are  employing  tactics  de- 
signed to  delay  final  consideration  of  the  measure.  Whether  or 
not  the  other  members  of  the  joint  committee  would  have  asked 
many  questions  of  the  witnesses  had  not  the  three  Democrats 
followed  the  course  adopted  by  them  is  not  known,  but  under 
the  circumstances  there  has  been  little  questioning  by  other  mem- 
hers  of  the  committee.  It  is  also  certain  that  had  not  the  three 
Democrats  asked  so  many  questions,  the  hearings  probably  would 
be  nearly  over  now. 

The  bill  will  be  attacked  by  the  Democratic  representatives 
named  as  conferring  arbitrary  power  on  the  Shipping  Board  of 
such  magnitude  that  the  majority  members  of  the  board  could 
say  with  finality  what  company  could  or  could  not  operate  ves- 
sels under  the  American  flag.  Officials  of  the  Shipping  Board 
take  the  position  that  the  discretion  vested  in  the  board  by  the 
bill  would  be  no  more  than  that  vested  in  the  British  Board  of 
Trade,  which,  they  contend,  has  built  up  the  British  merchant 
marine.  It  is  no  secret  that  high  officials  of  the  board  want  in 
the  United  States  an  organization  comparable  to  the  British 
Board  of  Trade  for  the  purpose  of  building  an  American  mer- 
chant marine. 

There  is  comment  that  the  board  should  be  commended  for 
the  studies  on  the  merchant  marine  problem  it  has  submitted  to 
the  joint  committee  through  its  expert  witnesses.  Two  of  these 
witnesses  in  particular — Mr;  Rossbottom  and  Mr.  Merrill — sub- 
mitted a  series  of  facts  and  conditions  which  show  the  almost  in- 
surmountable difficulties  which  must  be  faced  in  the  establish- 
ment of  an  American  merchant  marine.  The  facts  set  forth  in 
their  statements,  it  is  pointed  out,  could  be  made  the  basis  of  an 
able  defense  against  the  very  legislation  which  the  board  is  ad- 
vocating. A  study  of  those  statements  has  raised  a  question  in 
some  minds  as  to  whether  or  not  the  United  States,  even  with 
such  aid  as  is  proposed,  could  successfully  meet  the  competition 
of  foreign  nations. 

But  unless  there  is  a  jam  in  the  Senate  this  summer,  it  is 
believed  the  ship  subsidy  bill  will  be  enacted  into  law  in  some 
form.  There  is  no  doubt  that  changes  will  be  made  as  the  result 
of  the  hearings.  The  bill  will  be  put  through  the  House  withom 
trouble,  it  is  believed,  but  difficulties  will  be  met  in  the  Senate 
which  now  has  the  tariff  bill  to  consider.  That  measure  will  be 
taken  up  April  20  and  the  debate  will  be  prolonged.  And  none 
can  say  now  when  the  subsidy  bill  will  be  taken  up  in  the 
Senate. 

Representatives  of  ship  operators,  owners  and  builders  prob- 
ably will  suggest  some  changes  in  the  measure.  As  far  as  is 
known,  the  only  organized  opposition  will  come  from  some  of 
the  marine  labor  unions  and  the  American  Federation  of  Labor. 
Representatives  of  commercial  organizations  and  trade  as- 
sociations will  appear  as  witnesses  following  the  conclusion  of 
testimony  by  the  Shipping  Board,  according  to  a  statement 
issued  by  the  National  Merchant  Marine  Association,  which  is 
conducting  a  publicity  campaign  in  favor  of  the  bill.  These  wit- 
nesses, according  to  the  statement,  will  testify  that  the  bill  will 
have  a  favorable  effect  on  the  commerce  of  the  nation.  Con- 
tinuing, the  statement  says: 

According  to  present  indications,  the  first  witnesses  to  be  heard 
will  be  the  representatives  of  the  Middle  West  Merchant  Marine  Com- 
mittee, headed  by  its  chairman,  Malcolm  Stewart,  of  the  Cincinnati 
Chamber  of  Commrrce.  Among  others  to  appear  for  this  large  area — 


it  covers  fourteen  states  Iieiwt-en  the  Alleghanles  and  the  Rockies- 
t-ill be  C.  H.  Ware  of  the  Mivmian  Tacking  Company  of  Chicago, 
and  J.  J.  Blommer,  secretary  of  the  Milwaukee  Association  of  Com- 
merce. The  interior  will  also  be  represented  by  members  of  the 
Mississippi  Valley  Association,  an  organization  that  covers  an  even 
greater  territory  than  the  Middle  West  Merchant  Marine  Committee, 
and -has  in  its  membership  commercial  organizations  of  28  states. 
The  Mississippi  Valley  delegation  is  expected  to  urge,  among  other 
things,  retention  of  the  trade  routes  from  Southern  and  Gulf  ports. 

Matthew  Hale,  president  of  the  South  Atlantic  Export  Company, 
will  be  in  atlenilanre  for  the  South  Atlantic  States  Association,  and  a 
delegation  from  the  Norfolk,  Va.,  Trade  Club  is  scheduled  to  appear 
for  the  Hampton  Roads  interests. 

The  Pacific  Coast  representatives  will  submit  resolutions  ]> 
by  various  chambers  of  commerce,  including  strong  endorsements  of 
the  shipping  bill  by  the  business  men  of  San  Francisco  and  Los 
Angeles.  T.  F.  Cunningham,  president  of  the  New  Orleans  Board  of 
Trade,  is  expected  to  be  the  spokesman  for  the  Gulf  ports.  The  Great 
Lakes  section's  views  of  the  new  legislation  will  be  expresssd  by 
Harvey  D.  Goulder,  former  member  of  Congress,  appearing  for  the 
Cleveland  Chamber  of  Commerce  and  by  manufacturers  and  bankers 
from  the  Great  Lakes  district. 

A  delegation  is  expected  from  New  England.  The  Maritime  Asso- 
ciation of  the  Boston  Chamber  of  Commerce  has  named  George  W. 
Eddy,  Captain  Eugene  E.  O'Donnell  and  Charles  F.  Dutch  as  its 
own  representatives,  and  Mayor  James  M.  Curley  of  Boston  is  also 
expected  to  attend.  That  city  will  also  have  present  William  H. 
Chandler  and  Stanley  King.  Andrew  P.  Lane  will  represent  Maine; 
E.  C.  Southwick  of  Providence  will  appear  for  Rhode  Island,  and 
\V;ildo  E.  Clarke,  of  New  London,  for  Connecticut.  E.  E.  Blodgett. 
noted  admiralty  lawyer,  is  to  be  the  representative  of  chambers  of 
commerce  in  Maine,  Massachusetts,  Rhode  Island  and  Connecticut. 

Baltimore  will  be  represented  by  a  large  delegation,  as  most  of 
its  commercial  organizations  are  on  record  in  favor  of  the  shipping 
bill.  Philadelphia  will  also  send  a  delegation,  and  this  will  include 
members  of  the  Bourse,  headed  by  its  president,  Emil  P.  Albrecht. 
and  representatives  of  the  Philadelphia  Board  of  Trade,  Chamber  of 
Commerce  and  Maritime  Exchange. 

Marine  workers,  whose  unions  have  already  endorsed  the  bill, 
are  expected  to  urge  a  speedy  and  favorable  report  on  the  measure. 
They  will  point  out  the  great  volume  of  unemployment  now  due  to 
the  laying  up  of  so  many  American  ships  and  tell  how  the  bill  would 
furnish  work  for  thousands  of  Americans. 

The  association  also  issued  the  following  statement: 

"Any  man  who  thinks  that  the  people  of  the  interior  are  not 
interested  in  shipping  is  profoundly  mistaken,"  said  Malcolm  Stewart, 
chairman  of  the  Middle  West  Merchant  Marine  Committee,  who  is 
in  Washington  to  testify  at  the  merchant  marine  bill  hearings  before 
the  Committee  on  Commerce  of  the  Senate  and  the  Committee  on 
.Merchant  Marine  and  Fisheries  of  the  House. 

Mr.  Stewart,  who  is  a  member  of  the  governing  council  of  the 
National  Merchant  Marine  Association,  has  just  come  from  a  tour 
of  the  middles  western  states  and  some  in  the  south.  He  talked 
before  commercial  organizations  there  and  to  many  business  men. 

"Everywhere  I  went,"  continued  Mr.  Stewart,  "I  found  the  manu- 
facturer, the  farmer  and  the  commission  man  keenly  studious  of 
ways  to  get  their  surplus  products  moving.  The  plain  truth  in  a 
plain  way  was  all  that  was  needed  to  convince  them  that  the 
American  merchant  marine  was  a  vital  link  in  the  export  system.  In 
the  south,  particularly,  they  had  memories  of  the  early  war  years 
when  there  were  no  ships  at  all  to  move  the  cotton  crop.  In  the 
more  northerly  states,  the  men  who  raise  wheat  and  corn  and  hogs 
had  the  same  recollection  of  the  hard  times  they  faced  when  the 
World  War  wrecked  world  commerce. 

"These  men  have  bright  memories  of  the  advent  of  the  Ameri- 
can built  ships  because  as  soon  as  there  was  American  competition, 
they  found  a  ready  market  for  all  the  goods  they  had  raised  and 
good  prices  for  them. 

"Everywhere  I  went  I  found  the  editors  of  the  local  papers  eager 
to  print  the  facts  about  the  effect  of  American  shipping  on  world 
trade.  They  took  especial  pains  to  put  before  their  readers  how  the 
producer  would  benefit.  As  the  result  of  the  publicity  given  to  the 
subject,  cotton  shipments  from  the  gulf  in  American  ships  rose  from 
9  per  cent  of  the  total  to  over  50  per  cent  within  six  weeks  after 
the  facts  were  placed  before  the  business  men. 

"The  producers  of  the  middle  west  realize  that  the  merchant 
marine  bill  will  give  aid  to  the  shipper  as  well  as  aid  to  the  ship. 
Its  indirect  aid  of  a  partial  remission  of  income  tax  to  the  shipper 
on  the  freight  charges  paid  to  American  ship,  clinches  this  point 
with  them.  In  fact,  the  only  reason  direct  aid  is  necessary  for  the. 
shipowner  at  this  time  is  to  give  him  a  chance  to  build  up 
the  export  business.  The  foreign  shipowners  ever  since  the  war 
between  the  states,  at  small  expense,  have  established  their  con- 
nections in  the  interior  as  well  as  with  the  railroads,  without  com- 
petition. And  the  shipper  of  the  interior  has  been  obliged  to  take 
such  service  as  he  could  get.  Now  that  the  foreign  agencies  have 
American  facilities  to  compete  with,  the  service  is  naturally  much  im- 
proved. The  direct  aid  will  permit  widespread  establishment  of  the 
needed  interior  connections  and  better  the  service  still  more. 

Instancing  how  the  merchant  marine,  question  is  reaching  all 
classes  of  people.  Mr.  Stewart  told  of  a  man  in  Ohio  who  was  a 
large  producer  of  fertilizer. 

"I  believe  in  a  merchant  marine  for  America."  said  the  fertilizer 
man,  "but  it  is  only  an  indirect  matter  as  far  as  we  are  concerned, 
because  we  do  not  export  fertilizer." 

"You  sell  your  fertilizer  to  the  cotton  grower,  and  to  the  corn 
grower  and  to  the  wheat  man?"  asked  Mr.  Stewart,  '  Is  not  a  large 
part  of  your  fertilizer  exported,  indirectly  at  least?" 

"He  saw  the  point  like  a  flash."  Mr.  Stewart,  added,  "and  now 
he  is  one  of  the  most  enthusiastic  advocates  of  an  adequate  mer- 
chant marine." 

Another  instance  cited  by  Mr.  Stewart  was  a  conversation  be- 
tween the  advance  agent  of  a  Broadway  show  and  a  local  theatrical 
manager.  The  manager  said  he  hoped  foreign  trade  would  revive 
even  more,  because  it  meant  so  much  to  him  for  the  neighboring 
countryside  to  have  money  to  spend. 

"Yes,"  added  the  advance  agent,  "we  need  plenty  of  ships  to 
carry  our  stuff  abroad  if  we  are  going  to  have  a  prosperous  theatrical 
season,  because  unless  we  get  rid  of  it  at  good  prices,  the  people 
aren  t  going  to  have  any  money  to  spend  for  luxuries." 

Commissioner  Lissner.  of  the  Shipping  Board,  announced  at 
the  ship  subsidy  hearing  April  17  that  the  board  would  suggest 
an  amendment  that  no  ship  operator  could  receive  direct  aid 
provided  by  the  bill  unless  two-thirds  of  the  officers  and  men  in 
the  deck  and  engine  departments  were  American  citizens. 

The  hearing  was  practically  left  to  Representatives  Davis, 
Hardy,  and  Briggs,  who  have  done  most  of  the  questioning  since 
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the  hearings  started.     They  continued  their  examination  of  Di- 
rector Merrill,  of  the  board's  Bureau  of  Research. 

Operation  of  the  board's  fleet  under  the  MO-4  agreement 
and  the  "vicious"  results  flowing  therefrom  were  outlined  in  a 
statement  by  A.  J.  Frey,  vice-president  of  the  Emergency  Fleet 
Corporation,  in  charge  of  operations,  filed  with  the  committee, 
Mr.  Frey  himself  being  too  ill  to  appear.  He  said  in  part: 

L'nder  the  MO-4  agreement,  all  expenses  of  the  operation  of  the 
veu«l  covering  wage*,  feeding,  stevedoring,  wharfage,  repairs,  fuel, 
port  change<  and.  in  '.  uses  of  every  nature  whatsoever. 

Incurred  directly  or  indirectly  by  the  ships  are  paid  by  the  Emergency 
Fleet   Corporation. 

t'ml-T  thl*  form  of  agreement  the  managing  agent  receives  as  his 
compensation  5  per  cent  commission  on  the  gross  freight  revenue 
for  securing  the  cargo  and  handling  the  \ .  .-st-1  at  the  port  at  which 
the  cargo  Is  loaded  and  2t4  per  cent  of  the  gross  freight  re\ 
additional  at  the  port  at  which  tin-  cargo  Is  discharged:  In  other 
words,  a  total  commission  of  7S  per  rent  on  the  total  freight  revenue 
of  the  vessel  as  shown  by  the  manifest. 

Out    of    this    compensation    the    managing    agent    must    pay    the 
nse  of  his  office  staff,    his  supervisory    port   staff   consUting  gen- 
erally of  a  port  captain,  port  engineer.  .-•  rues  a  port  steward, 
expense    of    solicitation    of    the    cargo    at    the    lo.iillng    port,    the 
nse  of  the  agency  at  the  discharging  port.  the  clerical  work   Incl- 
•  I   to  the  receipt  and   delivery  of  the  cargo  and   the  expense  of 
making  up   the   various  report*,  accounting  and  otherwise,   called   for 
by  th.-    Emergency  Fleet  Corporation. 

When  ocean  traffic  was  heavy  and  rates  were  up,  Mr.  Kr.-> 
said,  the  managing  operators  enjoyed  "handsome  revenue,"  but 
now,  he  said,  it  could  be  safely  staled  that  of  the  40-odd  man- 
aging agents,  85  per  cent  were  not  securing  sufficient  revenue 
through  their  commissions  to  meet  their  expenses.  He  said 
there  was  no  incentive  for  the  managing  agent  to  bring  about 
economies  in  operation,  because  the  deficit  comes  out  of  the 
government  treasury.  This  condition,  he  said,  is  understood 
thoroughly  by  the  ships'  officers  and  crew,  supply  men  and 

vbody  having  anything  to  do  directly  or  indirectly  with  tin- 

atlon  of  the  ships.  The  result,  he  asserted.  Is  that  the  men 
who  are  to  operate  the  American  merchant  marine  are  being 
schooled  in  the  direction  of  "Inefficiency,  neglect  and  wasteful 
ness,"  and  hence  It  It  a  question  which  strikes  at  the  very  heart 
of  the  future  of  the  American  merchant  marine. 

In  conclusion  he  said: 

will   ask    If  th'  item   Is   so    vl.-lmu.   why   has   It    not 

i    abolished.      The    answer    is    that    •  ml    marine    act    of 

1920   directs    the    .Shipping    Hoard   to  maintain    i  •  ilaln    essential    trade 

•s   until   private   American   •  .ipit.i    In   prepared   to  tak*>   over-  It  ese 

route*.      Thin    Is   a    very    wise    provision,    for    If    during   the    past    two 

years  of  depression  In  U  nm-ni    vessels  had 

<    withdrawn,   there   v.  -nets 

ike    their    place    and    these    .•••••titl.il    foreign    trade    routes    would 

have   been   Immediately   filled    by    vessels   under   the   Japanese,    Firltlsh 

and  Norwegian   flags. 

It  must  be  borne  In  mind  thnt  during  the  years  of  high  freight 
rates  snd  large  cargo  n.  •.  1)11.  1»1»  and  the  early  part  of 

ping  Hoard  operators  made  large  earnings  which,  had  they 
been  operating  their  own  ships,  would  hn\»  enabled  them  to  create 
•  reserve  to  rn.-.-i  their  operating  losses  during  the  period  of  depres- 
sion we  are  now  passing  through  H  •  •  •  r.  operating  government 

were,   a  ;  nlngs   less   their   ronunl.-- 

turneil   o  .  nee   lire   not    now   avallal 

i. as   alw-ayx    been    a    case 

prosperity  or  starvation:  >r  four  years  wh«-n  • 

Is  a  surplus  of  ships,  rates  go  down,  the  volume  of  freight  moving 
Is  small,  snd  the  weaker  shipping  companies  are  forced  to  the  wall: 
nut  of  date  and  uneconomical  vessels  are  put  out  of  commission 
and  broken  up  Then,  as  business  Improves,  that,  together  with  t!..- 
mimber  of  ships  In  operation  brtngn  about  a  tempornrv 
scarcity  of  .«!.  r>t  rate*  go  up.  new  capital  Is  attracted  to 

shipping  and  after  a  year  or  two  of  remunerative  rates  there  Is  again 
a  •  t   rates  again  go  down  and  thus  this  process 

•in.  •       It    Is   generally   considered   that    for   two   good   ye-i^s    r 
will  !v    unprofitable    freight    rates. 

Krltlsh  operators.  —- g- 

••ic  this  condition.  h»-  •  a  point  to  bulM  up  large  res- 

during    MTfcMi    of    prosperity    In    order    to    tide    them    over    the    lean 
years.     That    Is   what  the   American  operator   will   have    to   do    If   we 

er    going    to    build    up   a  chant    marine. 

After  a  pram  '  almost  twenty  years  In  the  opera - 

:vatelv  ow  •  -an  shipping.  clo«.-  connection  of  almost 

years    with    government    operated    tonnage,    an    experience    of 

as  an   operator  of   Shipping   Board   vessels  and   nome   eight 

••is  as   head   of  the  operating  department   of   the   t'nlted 

States   Shipping   Board    1  rporatlon.    I    want    to   go 

•••oorrl.    without    qualification.     In    stating    that    It    will 

possible  to  build   up  an  American    merchant   marine  on  a  basis  where 

the    operating   expense   of  |.s   are   paid    by    the    K..V.  rnment    no 

matter  how   large  or   h"          '  \    si]|»TviAory    operating   organlza- 

•riment     may     have     to     |<v>|c     after     Hi-     \e**ets     In     the 

•••'•    that    these    vessels    are   operated    ii. 

•nost  economical  and  ut  that,  on  the  contrary. 

onger  operation  of  American  -hlp.«  •  'ting 

:illsed  and    the 

more  inefficient  will  beer,  «.  the  officer*  and  crews,  and 

all  with    the 

•><    operation    continue    for    several    years 
•nake    It    absolutely    Impossible 

Jjr    tb»    mn<  \merlcan    operators,    who    have,    been    handling 

•-fully     handle    vessel*    for    private 
•it  operation    i*   making  spendthrift*  out    of  every- 
i    with    the   op.  <    private 

•I.  maklnr  them,  a*  vears  go  I 

•    efficient       Tin-re   In  no  question   that   tliln   Is   the 
•  f  any    svstem   whlcK  i    t>nst»   w 

pill     hlis     i  -:•••!     !.        the 

grn-  with    no    r  .  .1 

>ililic»n    m embers    of    the   congressional    Joint    committee 
'hip  subsidy  moved  April  19  to  speed  up  the  hearing  on  the 
proposed  ship  subsidy  legislation. 


Representative  Edmonds,  made  a  motion  that  hearings  be 
held  from  10:30  a.  m.  to  12:30  p.  m.,  from  2  to  5  p.  m.  and  from 
8  p.  m.  to  11  p.  m.  on  each  day  excepting  Saturday.  This  was 
opposed  by  the  Democratic  members  who  have  been  conducting 
prolonged  cross-examination  of  the  witnesses.  It  was  finally 
decided  to  sit  each  day,  excepting  Saturday,  from  10  a.  m.  to 
2:30  p.  m.  The  committee  has  been  sitting  from  10:30  a.  m. 
to  1:30  p.  m.  each  day. 

The  first  thing  you  know,"  said  Mr.  Edmonds,  "the  House 
will  be  taking  3-day  recesses  and  you  won't  want  to  sit  at  all." 

Senator  Lenroot  referred  to  the  "protracted  cross-examina- 
tion" of  the  witnesses  and  said  he  could  do  much  better  by  read- 
ing the  testimony  and  attending  to  other  pressing  matters  than 
by  sitting  in  the  hearings. 

It  was  obvious  that  the  Republicans  wished  to  have  long 
hearings  each  day  in  order  to  "tire  out"  to  the  cross-examiners, 
who  have  been  chiefly  Representatives  Hardy  and  Briggs  of 
Texas  and  Davis  of  Tennessee. 

The  cross-examination  of  Director  Merrill  of  the  Bureau  of 
Research  of  the  Shipping  Board  was  continued  April  19  by 
Mr.  Davis. 

\v.  L.  Ware,  of  Chicago,  representing  the  Mississippi  Valley 
Association,  the  Chicago  Association  of  Commerce  and  the  Chi- 
cago World  Trade  Club,  appeared  before  the  joint  committee 
April  £0.  He  made  a  general  statement  in  favor  of  the  proposed 
legislation,  suggesting,  however,  two  amendments. 

une  of  these  was  that  the  bill  be  amended  specifically  to 
continue  in  force  for  five  years  section  7  of  the  Jones  merchant 
marine  act,  which  provides  for  the  establishment  of  trade  routes 
and  the  operation  of  vessels  therein  by  the  Shipping  Board. 
1'nder  the  subsidy  bill  the  board  would  endeavor  to  dispose  of 
all  government  tonnage  as  soon  as  possible. 

It  was  also  recommended  that  section  802  of  the  bill  be 
amended  so  that  railroads  would  not  be  permitted  to  own  boat 
lines  on  the  inland  waterways.  Officials  of  the  board  said  this 
would  be  agreeable  as  the  intention  was  not  to  provide  for  rail- 
road ownership  of  boat  lines  on  the  inland  waterways. 

Mr.  Ware  said  the  merchant  marine  must  be  established 
"either  now  or  never,"  because  if  it  was  not  established  now, 
It  was  doubtful  if  it  ever  would  be  in  the  future. 

"I  know  it  will  cost  a  great  deal  of  money,  but  isn't  it  worth 
while?"  he  asked. 

Questioned  as  to  whether  the  bill,  if  the  direct  aid  provisions 
should  be  eliminated,  would  accomplish  the  end  desired,  and 
as  to  whether  or  not  enforcement  of  section  34  of  the  Jones 
merchant  marine  act  would  accomplish  the  same  end  as  the 
proposed  subsidy,  the  witness  said  he  was  not  In  a  position  to 
say.  He  explained  that  he  appeared  to  present  only  the  general 
statement  and  that  othern  were  better  prepared  than  he  to  dis- 
cuss such  questions. 

Representative  Bland  of  Virginia  asked  whether  the  witness 
was  aware  that  <>n.-  "t  the  benefits  claimed  for  the  subsidy  bill 
w*a  that  the  fleet  would  be  liquidated  and  operation  of  the  ves- 
sels by  the  Shipping  Board  stopped.  Mr.  Ware  replied  that  he 
hat.  but  he  asked  whether  It  would  not  be  more  prac- 
tical for  the  board  to  continue  operation  In  the  established  routes 
for  the  five-year  period  suggested.  Representative  Bland  pointed 
out  that  the  board  was  operating  the  fleet  at  a  loss  of  13,000,000 
to  |4,000,000  a  month. 

Representative  Briggs  called  the  attention  of  the  witness 
to  Chairman  leaker's  statement  that  bids  recently  received  for 
the  fleet  were  "Jokes."  and  asked  whether  the  witness  thought 
the  present  time,  In  view  of  depressed  ocean  traffic  conditions, 

rtune  for  disposing  of  the  fleet.  Mr.  Ware  said  it  would 
not  appear  to  be  the  logical  time. 

The  cross-examination  conducted  by  the  Democratic  mem- 
bers apparently  nettled  the  Republican  members  of  the  commit- 
tee, as  there  were  several  interruptions  by  the  latter  on  account 
of  the  time  taken  by  the  Democrats. 


SHIP  SUBSIDY  LEGISLATION 

Tki   Tngic   World    Washington   B«rtt* 

Opposition  by  marine  unions  to  section  501.  of  the  proposed 
ship  subsidy  bill,  relating  to  the  merchant  marine  naval  reserve, 
resulted  this  week  in  announcement  by  A.  D.  Lasker.  chairman 
of  the  Shipping  Board,  that  the  board  had  decided  to  withdraw 
support  of  that  section. 

This  section  provided  that  the  merchant  marine  naval  re- 
serve should  be  established  and  that  it  should  be  composed  of 
citizens  of  the  United  States  who  were  employed  for  a  major 
portion  of  their  time  on  board  merchant  vesselfl  of  the  United 
States.  Shipping  Hoard  officials  all  along  have  contended  that 
marine  labor  misunderstood  the  purpose  of  the  section  and  that 
enlistment  In  the  reserve  was  wholly  voluntary.  Marine  labor 
leaders,  however,  viewed  the  matter  in  a  different  light. 

Andrew  Furuxcth,  head  of  the  seamen's  union,  said  the  de- 
cision of  the  board  to  drop  the  section  from  the  bill  would  result 
In  withdrawal  of  opposition  on  the  part  of  some  of  the  marine 
unions  to  the  subsidy  bill  for  that  reason,  but  that  BO  far  as  the 
marine  workers  were  concerned,  the  same  provision  was  con- 
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tained  in  a  pending  bill  backed  by  the  Navy  department.  He 
said  if  that  bill  passed,  the  same  end  would  be  accomplished  as 
if  the  section  were  retained  in  the  subsidy  bill. 

Mr.  Furuseth  also  expressed  objection  to  the  proposed  amend- 
ment that  direct  aid  shall  not  be  paid  to  any  ship  unless  iwo- 
thirds  of  the  combined  personnel  of  officers  and  crew  in  the  deck 
and  engine  departments  are  American  citizens.  He  said  such  an 
amendment  would  accomplish  just  what  the  ship  owners  have 
been  striving  for  for  years  and  permit  the  employment  of  a  large 
number  of  foreigners  on  American  vessels.  He  said  the  officers 
should  be  excluded  from  the  provision  because  they  were  Amer- 
ican citizens  anyway  and  that  in  addition  to  the  members  of  the 
crew  in  the  deck  and  engine  departments,  the  provision  should 
be  extended  to  the  able  seamen,  steward's  department,  ordinary 
seamen,  oilers,  etc. 

J.  C.  Jenkins,  acting  director  of  the  division  of  industrial 
relations  of  the  Shipping  Board,  said  the  reason  the  board  had 
decided  to  abandon  section  501  of  the  subsidy  bill  was  that  W.  S. 
Brown,  head  of  the  marine  engineers,  and  John  H.  Pruett,  of 
the  National  Association  of  Masters,  Matss  and  Pilots,  had  writ- 
ten Commissioner  O'Connor  that  they  had  approved  the  subsidy 
bill  with  the  exception  of  section  501.  The  board  decided,  there- 
fore, in  order  to  get  the  entire  support  of  these  organizations,  to 
eliminate  the  section,  Mr.  Jenkins  said. 


SHIPPING  BOARD  SALARIES 

The  Traffic   World   Washington  Bureau 

The  House,  April  20,  for  the  third  time,  sent  back  to  con- 
ference, the  bill  containing  appropriations  for  the  Shipping 
Board,  because  it  would  not  accept  the  compromise  on  salaries 
offered  by  the  conferees,  which  was  that  six  officials  be  paid 
not  in  excess  of  $25,000  each,  that  two  be  paid  not  more  than 
$20,000  each,  and  two  not  more  than  $15,000  each.  The  House 
is  standing  on  its  original  provision  that  the  maximum  salary 
shall  be  $25,000,  and  that  not  more  than  six  officials  shall  get 
in  excess  of  $11,000.  Vice-Presidents  Love,  Smull  and  Frey  each 
get  $35,000  now,  and  Vice-President  Kimball,  of  the  finance  di- 
vision, gets  $30,000.  With  this  rejection  for  the  third  time,  the 
indications  are'  that  the  Shipping  Board  will  be  compelled  to 
limit  its  salaries  to  a  $25,000  maximum.  High  salaries  were 
again  attacked  by  House  members.  In  the  debate  on  the  rejec- 
tion, the  House  also  rejected  a  provision  in  the  conferees'  re- 
port, giving  the  board  the  right  to  use  up  te  $25,000,000  out  of 
receipts  from  sale  of  ships,  etc.  After  July  1  the  board  also 
will  be  required  to  turn  into  the  U.  S.  Treasury  all  moneys 
received  from  the  sale  of  ships  and  other  liquidation  of  property. 


CLAIM  AGAINST  SHIPPING  BOARD 

The   Traffic   World    Washington  Bureau 

Creditors  of  the  U.  S.  Mail  Steamship  Co.  have  carried  their 
case  to  Senators  Calder  and  Wadsworth,  of  New  York,  and 
Frelinghuysen  and  Edge,  of  New  Jersey.  Letters  sent  by  these 
creditors  protesting  against  treatment  at  the  hands  of  the  Ship- 
ping Board  with  reference  to  their  claims  have  been  referred  by 
the  senators  to  the  board.  The  board  has  ruled  that  the  claims 
must  go  to  the  courts  for  settlement. 

Elmer  Schlesinger,  chief  counsel  for  the  board,  when  asked 
for  an  explanation  of  the  board's  attitude  in  the  matter  said: 

The  TJ.  S.  Mail  incurred  indebtedness  for  the  reconditioning  of  the 
George  Washington  and  the  America.  The  board,  in  a  written  letter 
to  the  company;  said  it  would  bear  this  cost  and  has  admitted  its 
liability  as  to  that. 

As  to  indebtedness  incurred  by  the  U.  S.  Mail  for  supplies,  such  as 
food,  etc.,  used  when  the  vessels  were  being  operated  by  the  company, 
the  board  does  not  feel  there  is  any  liability  on  its  part.  There  were 
also  reconditioning  claims  for  work  which  the  board  did  not  agree  to 
pay  for,  and  we  see  no  reason  why  we  should  assume  that  liability. 

The  TJ.  S.  Mail  chartered  the  vessels  with,  the  option  to  buy.  The 
board  was  under  no  obligation  to  assume  liability  for  the  expenses 
incurred  in  the  operation  of  the  ships,  other  than  as  stated,  any 
more  so  than  a  man  who  rents  a  house  is  liable  for  expenses  incurred 
by  the  occupant. 

Mr.  Schlesinger  said  there  was  no  specific  appropriation  for 
the  U.  S.  Mail  claims  in  the  apropriation  bill,  which,  he  said, 
had  not  yet  been  finally  approved  by  Congress  because  of  the 
dispute  as  to  salaries. 

A  committee  representing  600  creditors  of  the  U.  S.  Mail 
sent  the  following  letter  to  the  senators  named: 

We  understand  that  both  branches  of  Congress  have  given  their 
approval  to  the  clause  in  the  General  Appropriation  Bill  which  pro- 
vided the  Shipping  Board  with  $5,500,000  for  the  payment  in  full  of 
the  claims  against  this  company.  In  fact,  we  understand  that  the 
appropriation  in  question  was  inserted  at  the  express  request  of  Chair- 
man Lasker,  and  that  it  was  approved  by  the  Congressional  committee 
with  the  understanding  that  the  money  was  to  bo  used  for  that  ex- 
press purpose. 

Despite  the  fact  that  Congress  has  thus  recognized  the  justice 
of  these  claims,  it  now  appears  that  the  Shipping  Board  intends  to 
dispute  them  on  a  legal  technicality  even  after  it  obtains  the  money 
for  their  payment.  It  is  intimated  that  we  must  first  test  our  right 
to  have  placed  liens  against  these  ships— a  right  us  ,-mcient  as  mari- 
time law  itself — because  in  this  particular  case  there  was  some  ob- 
scure and  admittedly  ambiguous  clause  in  the  charter. 

And  yet  as  the  Shipping  Board  officials  well  know,  when  these 
$25.000  000  worth  of  ships  were  turned  over  to  this  irresponsible  com- 


pany by  the  Government,  every  effort  was  made  to  keep  this  ques- 
tionable clause  under  cover.  The  creditors  were  repeatedly  told  by 
odicers  of  the  Mail  Line  that  "the  Shipping  Board  would  be  respons- 
ible for  all  debts  contratced  by  the  ships."  The  Shipping  Board  could 
very  easily  and  quickly  have  dispelled  this  statement  by  a  notice  to 
the  contrary.  Instead  of  doing  so,  it  further  spread  the  belief  among 
shipping  men  that  the  Government  was  responsible  for  any  debts 
aealnst  the  ships  in  question  by  its  national  advertising  campaign  in 
which  these  ships  were  widely  heralded  as  "Government-owned  ships." 

In  all  good  faith  we  did  repair  work  or  furnished  supplies  to  these 
.ships  amounting  to  more  than  $1,500,000.  And  now  we  are  told  to  go 
to  court  to  get  our  money.  If  one  test  case  were  possible  by  which 
all  claims  would  be  settled,  this  might  mean  only  two  or  three  years. 
We  are  Informed,  however,  that  since  almost  every  claim  has  a  dif- 
ferent legal  angle,  it  would  mean  hundreds  of  different  suits,  each 
to  be  carried  to  the  United  States  Supreme  Court.  You  do  not  need 
to  be  told  that  this  would  mean  costly  litigation  lasting  for-  from  five 
to  ten  years  or  more.  While  this  is  going  on,  more  than  one  of  the 
creditors  whom  we  represent  might  well  be  forced  into  bankruptcy 
as  a  result. 

Rather  than  have  the  good  name  of  the  American  merchant  ma- 
rine suffer  in  foreign  countries,  the  Shipping  Board  paid  more  than 
$1,000,000  worth  of  foreign  claims  against  the  same  ships.  Most  of 
these  claims  were  for  passage  money  paid  in  advance.  Those  foreign- 
ers had  no  prior  rights  to  ours.  Their  claims,  in  law,  stood  second 
to  ours.  We  make  no  objection  to  clearing  the  good  name  of  Amer- 
ican ships  in  foreign  ports,  but  can  it  be  the  wish  of  the  Government 
that  innocent  American  business  men  be  forced  to  suffer,  even  to  the 
fxtent  of  involuntary  bankruptcy,  while  foreign  creditors  are  paid 
in  full? 

Do  you  realize  that  until  one  attorney  in  the  Shipping  Board 
raised  this  technical  point,  the  Board  had  gone  ahead  with  the  pay- 
ment of  other  domestic  claims  of  an  identical  nature,  amounting  to 
more  than  $1,000,000?  Is  this  discrimination  just  to  us? 

May  we  ask  you,  as  one  of  our  representatives  in  Congress,  to 
bring  to  the  attention  of  the  proper  officials  the  facts  relating  to  our 
case? 


BOARD  VESSELS  RENAMED 

The   Traffic   World    Washington   Bureau 

The  Shipping  Board  this  week  announced  the  list  of  its 
passenger  liners  that  have  been  renamed  after  the  Presidents  of 
the  United  States.  The  names  of  chief  executives  which  have 
been  omitted,  the  board  said,  would  be  given  to  new  American 
passenger  liners  as  fast  as  they  are  put  in  service.  The  names 
of  the  vessels  were  changed  as  follows:  Blue  Hen  State  to  Presi- 
dent Garfield;  Centennial  State  to  President  Adams:  Granite 
State  to  President  Polk;  Old  North  State  to  President  Van 
Buren;  Panhandle  State  to  President  Monroe;  Creole  State  to 
President  Hayes;  Wolverine  State  to  President  Harrison;  Buck- 
eye State  to  President  Roosevelt;  Hawkeye  State  to  President 
Wilson;  Bay  State  to  President  Madison;  Keystone  State  to 
President  McKinley;  Pinetree  State  to  President  Grant;  Silver 
State  to  President  Jackson;  Wenatchee  to  President  Jefferson; 
Lone  Star  State  to  President  Taft;  Peninsular  State  to  Presi- 
dent Pierce;  Empire  State  to  President  Cleveland;  Golden  State 
tc  President  Taylor;  Hoosier  State  to  President  Lincoln;  Prin- 
cess Matoika  to  President  Arthur. 

The  George  Washington  and  America  will  retain  those  names 
and  the  Leviathan,  as  previously  announced,  is  the  President 
Harding. 

The  vessels,  with  the  exception  of  the  President  Harding, 
which  is  being  reconditioned,  are  operated  by  the  United  States 
Lines,  the  Pacific  Mail,  and  the  Pacific  Steamship  Co.,  in  the 
trans-Atlantic  and  trans-Pacific  passenger  services.  The  board 
announced  that  some  of  the  vessels  were  subject  to  change  as 
to  operation  and  service  in  the  future. 


JONES  ACT  ENFORCEMENT  HEARINGS 

The   Traffic   World   Washington  Bureau 

The  United  States  Shipping  Board  announced  this  week  that 
hearings  upon  the  question  of  the  adequacy  of  shipping  facilities 
in  American  flag  vessels  from  the  various  seaports  of  the  United 
States  to  and  from  foreign  ports  will  be  held  in  the  hearing  room 
of  the  board,  45  Broadway,  New  York,  at  10:30  a.  m.,  Monday, 
\pril  24.  Delegates  are  expected  from  Baltimore,  Philadelphia, 
New  York,  Norfolk  and  tributary  territory. 

The  Shipping  Board  committee  which  will  conduct  the  hear- 
ings consists  of  Commissioner  Frederick  I.  Thompson,  chairman; 
Commissioner  Admiral  William  S.  Benson  and  Commissioner 
George  E.  Chamberlain.  The  hearings  will  not  be  based  upon 
any  adverse  or  beneficial  effect  the  operation  of  Section  28  of 
the  shipping  act  and  merchant  marine  act  of  1920  may  or  may 
not  have,  the  board  said. 

These  hearings  have  been  called  as  the  result  of  insistent 
requests  from  a  number  of  Chambers  of  Commerce  and  other 
interested  bodies  in  and  near  this  city.  The  enforcement  of 
section  28  has  been  suspended  since  its  passage,  by  reason  of 
the  fact  that  the  Shipping  Board  some  time  ago  certified  to  the 
Interstate  Commerce  Commission  that  inadequate  shipping  facili- 
ties existed,  and  the  board  is  now  making  a  thorough  investiga- 
tion into  the  whole  question,  to  determine  whether  it  can  now 
certify  that  adequate  facilities  are  available. 


MEAT  RATES  TO  BRITISH  ISLES 

An  appeal  for  a  reduction  in  ocean  rates  to  the  British  Isles, 
for  cool  air  space,  was  made  to  W.  J.  Love,  vice-president  of  the 
Emergency  Fleet  Corporation  in  charge  of  traffic,  this  week  by 
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the  Institute  of  American  Meat  Packers.  In  a  petition  the  Insti- 
tute said  reductions  were  absolutely  necessary  if  American  ex- 
porters are  to  meet  European  competition. 

In  the  petition  attention  was  called  to  the  fact  that  although 
the  season  for  making  contracts  for  cool  space  has  arrived,  prac- 
tically no  contracts  have  been  made,  and  that  "from  the  present 
outlook  it  is  extremely  doubtful  that  exporters  will  be  able  to 
meet  European  competition  on  any  basis  that  will  enable  them 
to  pay  present  rates  demanded." 

The  Institute  said  it  was  understood  that  the  Shipping  Board 
has  considerable  space  available.  Before  the  war,  it  said,  cool 
air  space  was  available  at  seldom  more  than  50  per  cent  over 
ordinary  stowage  rates;  whereas  now  the  lines  ask  approximately 
100  per  cent  over  ordinary  rates. 

"American  exporters,"  the  petition  said,  "cannot  absorb  this 
excess  and  meet  competition  of  European  packers  more  advan- 
tageously situated." 

The  petition  said  that  experience  convinced  it  that  the  pre- 
war percentage  applied  to  present  cargo  rates  would  yield  rates 
ample  to  cover  any  Increased  cost  of  ventilating  or  refrigerat- 
ing. Early  consideration  of  the  petition  was  asked. 

•President  Love  said  he  had  received  the  petition  of  the 
Institute  and  that  he  would  make  an  investigation  relative 
thf-reto.  He  declined  to  comment  further  on  the  petition. 

GREAT  LAKES  TONNAGE  • 

•pins  statistics  show  that  the  total  tonnage  moved  on 

'•,reat  Lakes  in  1916  was  125.000,000;  from  Atlantic  ports, 
80.000.000  tons:  Pacific  Coast.  10.000,000;  Golf  Coast,  about  15,- 
000.000..  and  rivers  and  canal*,  some  25.000,000  more."  says  a 
statement  Issued  by  the  Great  Lakes-St.  Lawrence  Tidewater 
Association 

"This  means  that  almost  as  much  tonnage  la  moved  on  the 
Great  Lakes  a*  on  all  other  American  waters,  and  more  than  on 
our  three  roasts.  And  this  Is  done  In  spite  of  the  crippled  con- 
dition of  the  St.  I^awrence.  With  a  seaway  via  the  St  lAwrence 

middle  west  will  develop  more  water-borne  commerce  than 
all  the  rest  of  the  world. 

••»;.|*>nents  of  the  St.   Lawrence  seaway   may  say   this   is 
heavy,  low-class  freight,  but  in  Haying  so  they  admit  Hi.-  • 
of   water   transportation,   for   low  class  freight   cannot   afford   a 
long   rail   haul.     Of  course   the   west  might   possibly   move  Its 
i  rowboats  and  runabouts,  but  It  would  be  ex- 
ve.  and  development  would  cease.    This  tonnage  could  pos- 
sibly be  moved  through  shallow  channels  on  primitive  craft,  but 

•  tmsumer  and  producer  would  pay  the  freight.  If  the  big 
bulk  grain  carriers  could  get  from  the  Great  Lakes  to  the  Atlan- 
tic veabonl  they  would  make  the  worklngman's  biscuit  look 
mighty  like  a  loaf  of  bread.  Cheap  food  and  fuel  will  keep  in- 
dustries in  New  England.  Better  use  our  boats  and  our  bus- 
bar." 


ST.  LAWRENCE  WATERWAY  ATTACKED 

Tki  Tnffic   Worli    WuMnyto*   Burta* 

Senator  Calder.  of  New  York,  in  a  speech  In  the  Senate 
April  18.  attacked  the  proposed  Improvement  of  the  Great  Likes- 
St.  Lawrence  waterway  for  ocean  going  vessels.  He  opposed  the 
project  chiefly  on  the  ground  that  this  country  would  be  spend- 
ing great  sums  of  money  on  waterway  Improvements  situated 
on  foreign  soil.  He  said: 

•an  Investment   clinuld   be  made   In   any  proportion   thmt 
I*  not  absolutely  und-  ,1  nnd  ownership  of  the  United  Star 

i>ectlve  of  whether  they  are  In  Panama  or  Canada, 
transportation    problem*    cannot    be    solved    except    upon    the 
ha«l«  of  an  all  transportation  system  that  will  link  the  rail- 

road, the  auto  truck,  the  .anal,  the  river  and  the  ocean  Into  one  great 
transportation  unit.  WV  must  evolve  a  comprehensive  American 
transportation  plan  and  then  adhere  to  Its  provisions 

Durtnc  the  last  twenty  years  the  average  annual  expenditure*  of 
the  United  Stata*  for  the  Improvement  of  Its  rivers  and  harbors  had 
been  less  than  $30.000.000.  The  ports  of  New  Orleans  Oalveston  San 
Krancl-«  -land.  Savannah.  Charleston  Boston  Portland 

»nd  many  others  must  all  be  Improved  if  they  are  to  render  a 
maximum  service  as  gateways  for  the  nation's  commerce.  I-nrre  sums 

f£"  riSul.r*d.   '"  Ol?er.tn 

the    Msslsslppl.    the    Missouri,    the    Ohio    and    other    rivers,    that    are 

natural  watrrwayti. 

All  the«e  proj-cts  should  certainly  take  precedence  over  nny 
scheme  to  further  Improve  the  St.  I-awrence  for  the  benefit  of  another 
DAI  ion. 

The    peak    wheat    acreage    In    the    United    States    was    75.«94.000. 

r,hS<  £""'***    v*lua   of    tM»   land    *••   »92   •"    «rre. 

Canada's  peak  was  19.I2S.9*S  acres,  reached  In  the  same  year.     Canada 

it  Ion    more  than  200.000  000  acres  of  in  I   land  that 

The  fU-  that  as  far  as  wrenre 

I  concerned.  Canada's  Interest  is  the  predominating 

'  I*   /*.1V  '  master  wheat  mer- 

world.  shot,  n  we  undertake 

mSre  aere!Is"hte  t     la*?"1"**"   "'   h'T  °"  wny' 

the   figures  proclaln 
P*    '  !  •wnv   entlnislast  hide 

"  *r*  if*!*  -"'  ""1|  '"  *n|n« 

nts  of   the 

.«  the   answer  to  the 
ntr  Its  .leM  with  imports.     Regarding 


this  aspect  I  can  only  venture  the  sheerest  surmise.    What  will  the  St. 
Lawrence  deliver  at  the  door  of  the  middle  west? 

Cargos  of  crockery,  perhaps  at  cut  rate  prices,  to  solace  and 
sustain  the  crockery  Interests  of  Ohio. 

Steel  bars  and  plates  delivered  at  the  nearest  lakeport — a  contribu- 
tion to  Pittsburgh. 

Shiploads  of  furniture  for  Grand  Rapids. 

And  for  the  farmer,  what?  I'll  tell  you.  If  the  canal  works  as 
well  as  the  enthusiasts  say  it  will,  it  will  deliver  for  the  use  of  the 
middle  western  farmer  shiploads  of  wheat  and  shiploads  of  beef  from 
the  Argentine.  Yes,  and  mutton  from  Australia! 

These  are  the  possibilities  if  this  proposed  waterway  works  out 
one-half  as  well  as  Its  proponents  would  have  us  believe. 

The   Mississippi   river,   the   Illinois   river   and    the  drainage   canal 
present   the    possibilities   of   a   through    route    from    New    Orleans    to 
Chicago  and  the  Great  Lakes — the  New  York  barge  canal,  a  route  to 
York.     The  proper  development  of  either  one — the  proper  utiliza- 
tion of  either  one — will.  In  time,  inevitably  compel  the  construction  of 

"it.  Lawrence  waterways  project  by  the  ('.irrnlinn.s  themselves — 
If  the  plan  possesses  the  merits  its  proponents  claim  for  it. 

With  the  amount  of  money  that  it  will  be  necessary  for  us  to  invest 
in  the  St.  Lawrence  scheme,  under  the  plan  as  now  projected,  it  would 
be  possible  to  finish  the  intcrcoastal  ocean  highway  along  the  Atlantic. 
construct  a  canal  across  Florida,  provide  the  necessary  intercoastal 
development  from  Florida  to  Galveston,  make  necessary  improvements 
on  the  Mississippi  system  from  New  Orleans  to  St.  Louis,  canalize 
the  Illinois  river,  and  convert  the  Chicago  drainage  canal  into  a  prac- 
tical transportation  link.  This  series  of  improvements  would  provide 
practical  waterways  from  New  York  to  Chicago  by  way  of  the  Gulf. 

••  mile  of  the  route  being  one  that  could  be  traversed  by  craft 
built  to  navigate  an  Inland  system. 

TJie  proposed  St.  Lawrence  navigation  project  would  not  render 
any  essential  service  that  could  not  be  rendered  equally  well  by  the 
New  York  State  barge  canal.  This  canal  Is  a  toll  free  waterway.  It 
cost  the  state  of  New  York  $167.000.000.  New  York  is  preparing  to 
spend  $500.000.000  upon  port  Improvements. 

This  $667.000.000  Is  contributed  unconditionally.  It  will  strengthen 
the  position  of  New  York.  That  Is  true.  But  It  will  likewise 
strengthen  the  postion  of  the  middle  west.  This  contribution  to  the 
nation's  transportation  facilities  does  not  come  from  the  federal  treas- 
ury. It  is  New  York's  contribution.  Therefore,  let  those  who  ar. 
without  sectional  rancor  answer  this  question. 

:  equal  facilities  In  either  direction  would  the  middle  west 
prefer  to  route  Its  commerce  through  Canada  or  through  American 
ports? 

We  have  been  Invited  to  double  the  investment  we  made  at 
Panama  for  thr  purpose  of  constructing  a  waterway  we  will  not  control, 
nnd  upon  which  our  ships  will  enjoy  no  advantages  not  extended  to 
ships  of  other  i  \Ve  will  enjoy  no  rights  upon  the  St.  Lawrence 

not  extended  to  our  keenest  competitors.  While  we  must  play  our 
part  as  a  builder.  I  believe  I  am  echoing  the  sentiments  of  every 
patriotic  citizen  when  I  «ay  that  where  we  build  with  the  nation's 
funds  there  our  flag  should  float  as  the  symbol  and  token,  not  only  of 
our  ownership  but  of  our  control. 

0 

Townsend  Defends  the  Plan 

Senator  Townsend  of  Michigan  declared  be  could  not  let  the 
speech  of  Senator  Calder  go  unchallenged.  He  said  in  part: 


It  Is  a  most  remark: 
rate  general  wm 
Improvement  lies  within 
come   with   good    grace 
deprecate  tl 

proposition   which  would 

northwest,   and  e 

.•ounlry  '" 

•x  York.  !• 


that  senators  and  others  who  advo- 
nt  can  see  benefits  only  when  such 
•is  of  their  own  states.     It  docs  not 
c.f    New    York    state    to 
lie   money    In   the   development   of  a 
suit    in    such    (treat    general    good   not   only 
•lallv   to  the  middle  northwest,  but  to  the 
We  have  spent  more  money  upon  th> 

than  the  wildest  estimator  would  ever 


figure  this  parti.  nt  would  cost. 

senator  has  said  that  New  York  furnishes  ample  facilities  for 
the  admission  of  Imported  products  Into  the  middle  west.  Why,  sir. 
the  (treat  lakes  region  Is  within  an  hour's  ride  of  the  center,  not  only 
..f  ilj.-  population  of  the  United  States,  but  of  production.  The 
asked  what  will  go  Into  the  middle  west  from  abroad.  The  products 
that  now  come  from  abroad  through  New  York  nnd  some  of  the  other 
Atlantic  ports  will  go  through  this  new  facility  from  point  of  origin  to 
point  of  consumption.  Why  should  the  great  middle  west  pay  tribute 
to  New  York?  Oh,  It  may  be  an  Idle  dream  to  think  of  extending  the 
seaboard  Into  the  great  lakes  region — a  thousand  miles  farther  into 
uor  of  the  country.  We  are  not  suggesting,  and  no  one  has 
)sted.  that  ships  with  42  feet  would  pass  through  this  wnt.  i 
a  well-known  fact,  however,  that  about  80  per  cent  of  all  the 
pa  which  sail  the  seas  between  the  United  States  and  Europe  today 
draw  less  than  26  feet  of  water,  and  that  Is  the  depth  which  it  Is  pro- 
posed the  canal  shall  have. 

Mr.  President,  the  project  can  not  be  defeated  by  the  opposition 
of  New  York.  And  that  Is  practically  the  only  state  from  which 
crganlzed  opposition  comes  today.  Yet  It  Is  the  state  of  New  York 
which  has  received  more  from  the  federal  treasury  In  the  development 
of  her  great  water  points  than  any  other  state  In  the  union.  I  do  not 
object  to  that.  I  do  not  hesitate  to  vote  for  the  appropriation  of 
money  that  I*  necessary  to  improve  a  harbor  which  from  the  national 
;  oint  should  be  Improved,  but  I  shall  look  with  a  great  deal  of 
romplancency  upon  the  proposition  of  carrying  population  a  little 
farther  Into  the  west  In  order  not  to  congest  It  at  the  seaboard.  It 
will  make  for  a  better  country.  It  will  make  for  greater  economy. 

\Vhen  the  senator  confines  his  argument  largely  to  wheat  and 
grain,  and  admits  at  the  same  time  that  Canada  would  save 
perhaps  5  cents  a  bushel  on  her  wheat  for  the  Canadian  farmers  by 
this  Improved  waterway,  and  then  scoffs  at  the  proposition  that  the 
American  farmer  would  receive  any  benefit.  I  would  remind  him  that 
It  hns  been  figured  out  conclusively  thnt  nil  kinds  of  grain  th:it 
shipped  from  the  mid. He  west  to  the  sen  board  contribute  tn  the  stule 
of  New  York,  either  at  Buffalo  or  New  York  City,  from  6  to  8  cenU  a 
bushel  simply  In  the  handling  and  rehandllng  of  the  grain  from  tin 
trains  to  the  elevstor  and  from  the  elevator  onto  the  boats  and  back 
again  to  the  elevator. 

No;  we  cannot  get  away  from  the  proposition,  sir.  that  this  Im- 
provement spells  economy.  It  Is  going  to  succeed,  the  selfish  opposi- 
tion of  any  particular  section  to  the  eoptrnrv  notwithstanding.  Thl» 
Is  n  great  nnt';  If  senators  will  look  at  the  map.  they  will 

"nd  that  I1  ••  River  l«  the   most  direct   line   to  Liverpool 

from   the  middle  west       Not  only  that     sir.  but  It  Is  not  true   that   the 
fs  of   the   i.rot.o'  •  '1    \\ :.(.  rvvay    uill   lie  confined   simply   f< 
is       Mucli    ..t    the    stuff   that    is   rnlsed    In    the   nori  I 

middle    northwest    nn.1    .•  on    Hie     \tl;.nt»-    se.-.i  be 

fnrrled  there  directly  bv  the  ships  with  one  loading  nnd  one  unloa.lini' 

•  •at.  sir.  that  the  proposed  waterway  Is  going  ti  npllshed. 

It   Is  with  no  enmity   i..   New  York,  nnd  It   Is  with   no  enmity  to  nny 
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part  "i  the  i-..uiiii>  Unit  I  .«ay  thi*.  It  In  nlmi'ly  a  realization  of  a 
iifttiirnl  ilviiininl  whirh  tin-  r.uintry  Is  bound  t.>  recognlM. 

It    i,  »    I  ii.      N-i   ridicule   and   no  mlutatt-mcnts  of   fart 

will  previ.il  iiKiilnm  It.  I  know  that  the  acnotor  from  New  York  did 
not  wl»h  to  mlMtnle  fact*  —  he  did  nothing  of  tin-  kind  intentionally  - 
Imt  '.  with  the  fnct».  If  he  had  been,  he  would 

from  the  one  which  he  no  carefuly   i 
pared  ami  present*  .1  !,•  ••    today. 

U.  S.  PORT  ACTIVITY 

"A  total  of  4,444  ocean  steamers,  aggregating  21,467,526  gross 
tons  (13,591,670  net  tons),  departed  once  or  oftener  from  the 

ted  States  for  ports  in  Kurope,  South  America,  Asia,  Africa, 
and  Oceania,  during  the  calendar  year  1920,"  according  to  a 
statement  on  vessels  in  American  overseas  trade  in  1920  pre- 
pared by  Eugene  T.  Chamberlain  of  the  transportation  division 
of  the  Department  of  Commerce.  Continuing  he  said  in  part: 

The   year   1910   Is   chos«  -i  it    was    the   year   of   maximum 

.  Ity   of  shipping   out   of  tin-    li  s   to   these   oversea  con- 

tinent*.    In  that  year  the  clearance,   which   include  repeated  voyages 

•iip.  amounted  to  n3.376.H18  net   tons  to  these  contln- 
Putins    i  •••:!    to    28,369,035    n«'t    tons,    while   during 

Jann  '  the   only    month's   return   :ivHilahlt>  for  this  year),   th.- 

l.i'iiii    net    tons,    compared   with    2,41s,  000    net    tons 

In  .1  ''.'I.  and  2.3M!.i'im  nei    tons   in   January,    1H20.      During  the 

-I  .lime  :in.  1!'H  ithe  last  year  liefoi-e  the  outbreak  of  the 
war  ami  the  >ear  of  greatest  shipping  activity  out  of  American  port* 
up  to  that  time),  the  clearances  for  the  oversea  continents  aggre- 
gated 24,235.949  net  tons. 

The  year  1920  was  A  period  of  strained  and  hesitating  transition 
from  conditions  of  war  to  those  of  peace.  It  was  the  year  of  the 
old  World's  Importation  of  necessities  from  the  United  States 
(especially  coal)  In  volume  almost  equaling  that  during  the  war.  and 
also  tin-  year  when  the  $3,000.000,000  fleet  of  the  Shipping  Board 
fully  entered  the  foreign  trade  of  the  United  States.  Although  ex- 

•ional  In  most  respects.  1920  is  thus  in  the  sense  the  beginning 
of  a  new  era  In  a  maritime  transportation  and  the  appropriate  year 
to  cover  In  an  analysis  of  the  ships  needed  to  supply  the  oversea 
transportation  of  the  United  St;< 

Ships  engaged  In  trade  with  near-by  ports  of  North  America 
are  not  Included,  because  much  of  the  trade  wit.h  Canada  and 
Mexico  Is  by  rail,  the  voyages  are  short  and  frequent,  and  the  cargoes 
carried  are  mainly  oil  from  Mexico  and  sugar  and  bananas  from 
Cuba,  the  West  Indies,  and  Central  America.  Shipping  conditions 
are  materially  different  from  those  In  the  oversea  trade. 

The  4,444  ocean  steamers,  of  21,467,526  gross  tons,  employed 
during  all  or  pkrt  of  the  year  1920  in  the  oversea  trade  of  the  United 
State*  were  40  per  cent  of  the  world's  ocean-steamer  tonnage  ami 
35  per  cent  of  the  12.500  steamers  afloat  at  the  time.  In  the  c  • 

.hich  include  repeated  voyages  of  the  same  ship,  clear- 
ances for  oversea  ports  number  10,109.  making  an  average  of  2.3 
outward  voyages  for  each  ship  during  the  year.  Of  these  steamers, 
1.087  of  5,260,000  gross  tons,  were  owned  by  the  United  States  Ship- 
ping Board  and  385.  of  1,883,000  gross  tons,  belonged  to  American 
shipowners.  In  all  1.472  steamers,  of  7.143,000  gross  tons,  or  one- 
third  In  number  and  tonnage  of  the  steamers  In  the  oversea  trade 
of  the  United  States  in  1920  were  American-owned  vessels.  On  July 
1.  1920.  American  seagoing  ships  of  1,000  gross  tons  or  over  num- 
bered 2.442.  of  10,203,842  gross  tons,  of  which  2.093.  of  9,005.000  gross 
tons,  were  registered  for  foreign  trade.  The  oversea  trade  accord- 
ingly employed  79  tier  cent  of  such  tonnage  registered  for  foreign 
trade  and  70  per  cent  of  the  total  tonnage. 

In  1920  some  American  wooden  steamers  were  employed  in  over- 
sea trade.  Foreign  ships  so  employed  were  steel,  except  about  20 
wooden  ships  ordered  in  America  by  France  during  the  war  but  not 
completed  and  delivered  until  1920. 

The  following  table  shows  the  nationality  of  the  steel  steamships 
of  foreign  countries  engaged  in  the  oversea  trade  of  the  United  States, 
i  he  number  and  tonnage  of  these  vessels,  the  total  steel  tonnage  be. 
longing  to  each  of  these  countries,  the  per  cent  of  American  oversea 
trade  carried  by  vessels  of  each  nationality  during  1920,  and  the 

'  of  the  total  steel  tonnage  of  each  nationality,  which  was  em- 
ployed In  American  oversea  trade  during  this  year: 


Steel    Vessel*    of    Foreign    Countries    in    1920. 
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•  The   remaining  .13  per  cent  of  American  oversea  trade  was  car- 
ii    vessels. 


PURCHASE  OF  CAPE  COD  CANAL 

J.  Barstow  Smull,  vice-president  of  the  Emergency  Fleet  Cor- 
poration in  charge  of  allocations  and  charters,  has  recommended 
to  the  House  committee  on  interstate  and  foreign  commerce  that 
the  government  purchase  the  Cape  Cod  Canal  in  Massachusetts. 
There  is  a  bill  pending  before  the  committee  providing  for  pur- 
chase by  the  government  by  a  cash  payment  of  $5,500,000  and  the 
assumption  of  $6.000,000  of  bonds.  Mr.  Smull  said  the  canal  was 
valuable  from  a  navigation  standpoint.  The  acquisition  of  the 
property  has  also  been  urged  by  Secretary  of  War  Weeks  and 
Secretary  of  Navy  Denby  because  of  its  valno  for  national  de- 
fense, and  also  by  Secretary  of  Commerce  Hoover. 


CUMMINS  CRITICIZES  R.  R.  A. 

The  Traffic  World   Washington  Bureau 

At  the  conclusion  of  testimony  of  Julius  Kruttschnitt,  chair- 
man of  the  Southern  Pacific,  before  the  Senate  interstate  com- 
merce committee  in  the  so-called  Cummins  investigation,  Chair- 
man Cummins  criticized  the  policy  of  the  Railroad  Administra- 
tion which  resulted  in  refusal  to  increase  rates  to  meet  increased 
operating  costs. 

"I  think  the  most  serious  complaint  that  can  be  made  ot 
the  Railroad  Administration  lies  in  the  fact  that  it  did  not  re- 
turn the  railroads  to  their  owners  self-sustaining,"  said  Senator 
Cummins. 

"It  ought  to  have  established  rates  before  the  railroads  were 
returned  that  would  make  the  railroads  reasonably,  self-sustain- 
ing The  failure  to  do  that  not  only  imposed  on  the  railroads  a 
most  unpopular,  and  I  think  unnecessary,  duty,  but  it  imposed 
on  Congress  the  requirement  to  make  the  guarantee  running 
from  March  1,  1920,  to  September  1,  1920. 

"If  the  Railroad  Administration— in  anticipation  of  the  in- 
crease in  wages  which  it  knew  would  come  about,  and  in  con- 
sideration of  the  existing  fact  that  the  rates  were  not  even  then 
maintaining  the  properties — had  increased  the  rates  as  it  should 
have  done,  the  railroads  at  least  would  not  have  inherited  that 
very  disagreeable  performance  and  the  guarantee  that  the  gover- 
ment  has  to  bear  now  for  the  six  months  would  not  have  drawn 
upon  the  treasury  as  it  had  drawn  and  as  it  must  continue  to 
draw. 

"I  feel  that  there  is  a  very  just  complaint  against  the  Rail- 
road Administration  in  that  regard,  far  beyond  any  other  con- 
troversy that  it  may  have  with  the  railroads.  It  was  just  as 
much  the  duty  of  the  government  to  return  these  roads  with 
rates  that  would  sustain  them  in  their  operations  as  it  was  its 
duty  to  return  them  in  as  good  condition  physically  as  it  took 
them.  And  that  is  a  matter  that  has  not  been  sufficiently  under- 
stood by  the  people  of  the  country.  I  think  when  it  is  fully 
understood,  that  very  much  of  the  criticism  that  has  fallen  upon 
the  railroads  since  that  time  will  disappear." 

Senator  Pomerene  of  Ohio   concurred  in  this  opinion. 
Bankers  Should   Produce  Capital 

That  it  is  the  duty  of  the  "banking  group  which  controls 
the  railroads,"  to  produce  capital  or  credit  to  the  extent  of 
$4,571,400,000  to  bring  the  railroads  up  to  "a  par  standard"  and 
to  enable  them  to  meet  increased  traffic  requirements,  was  the 
declaration  of  W.  Jett  Lauck,  consulting  economist  for  the  rail- 
way employes'  denartment  of  the  American  Federation  of  Labor, 
before  the  committee  this  week. 

"If  our  fundamental  suggestions  are  accepted  by  the  com- 
mittee, we  are  sure  that  better  and  more  efficient  transporta- 
tion facilities  will  be  provided,  operating  costs  greatly  reduced, 
freight  and  passenger  rates  decreased  with  net  gains  in  oper- 
ating income,  and  a  larger  measure  of  peace  and  co-operative 
effort  between  management  and  employes  will  prevail  in  the 
transportation  industry,"  said  he. 

In  estimating  the  new  capital  outlays  required  by  the  rail- 
roads Mr.  Lauck  divided  the  amounts  under  two  headings:  (1) 
The  capital  necessary  to  bring  the  properties  up  to  a  par  stand- 
ard, which  should  have  been  taken  care  of  by  depreciation  re- 
serves; and  (2)  The  capital  needed  to  meet  increased  traffic  re- 
quirements. Under  the  first  heading  the  items  were  as  follows: 
Locomotives,  $500,000,000;  track  and  yard  facilities,  $224,200,- 
000;  bridges  and  grade  revisions,  $26,700,000;  signal  equipment, 
$82,000,000;  freight  and  passenger  stations.  $300,000,000;  mis- 
cellaneous properties,  $25,000,000;  total,  $1,822,900,000. 

Under  the  second  heading  the  items  were:  5,000  new  loco- 
motives, $265,000,000;  300,000  new  freight  cars  and  6,000  new 
passenger  cars,  $822,000,000;  locomotive  terminals  and  repair 
shops,  $100,000,000;  15,000  miles  of  new 'main  track,  $600,000,000; 
signal  requipment,  $61,500,000;  relocation  of  terminals,  $200,- 
000,000;  miscellaneous  properties,  $100,000,000;  total,  $2,748,500,- 
000. 

The  bankers  could  get  this  money  for  the  railroads,  the  wit- 
ness said,  and  should  be  required  to  do  so  as  a  condition  prece- 
dent for  their  continued  domination  of  the  rail  properties.  An- 
nual savings  in  operating  costs  of  $2,026.000,000  could  be  effected 
if  the  recommendations  of  the  employes  were  carried  into  oper- 
ation, he  said.  He  said  the  railroads  could  have  kept  their 
properties  up  to  par  had  they  set  aside  depreciation  reserves 
of  4  per  cent,  instead  of  1  per  cent. 

"It  is  the  financial  mismanagement  of  the  roads  for  the 
past  generation  which  has  bred  the  present  situation,"  said  he, 
adding  that  there  was  time  when  the  railroads  were  run  by 
practical  railroad  men  but  that  that  time  was  long  past. 

Mr.  Lauck  summarized  the  several  exhibits  which  he  sub- 
mitted to  the  committee  as  justifying  the  following  conclusions: 

1.  Railroad   management,    due   to   an    improper   financial   control, 
both   before  and  since   the  war.   has  been  productively  inefficient,   and 
the  existing  high   operating  costs  of  the  railroads  are  directly  trace- 
able to  this  financial   control  and  resultant  inadequacies  of  manage- 
ment. 

2.  Railroad  employees   have   constantly  grown  In  productive  effi- 
ciency. 
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3  If  management  had  been  aa  efficient  as  labor,  labor  and  other 
costs  of  operation  would  be  very  much  below  their  present  levels. 

4.  Tho*e  In  nnnncinl  control  of  the  railroads  are  now  attempting 
to  take  advantage  of  a  temporary  depression  to  reduce  rates  of 
pay  of  railway  employees,  ur  to  deflate  railroad  labor,  and  thus  add 
to  their  future  gains  and  conceal  their  present  Inadequacies. 

5  The  obvious  way  out  at  present  Is  not  to  reduce  wages  further, 
but  to  force  the  proper  financing  of  the  railways  so  that  their  inade- 
quacies may  be  removed,  operating  costs  decreased  and  correspond- 
ing reduction  made  In  freight  and  passenger  charges. 

He  went  into  a  detailed  discussion  of  the  wages  of  railway 
workers  and  said  that  they  should  be  determined  on  a  living 
wage  basts,  with  differentials  for  skill,  experience,  hazards  of 
employment  and  productive  efficiency.  To  arrive  at  what  con- 
stitutes a  living  wage  he  cited  the  various  so-called  "comfort 
budgets"  which  have  been  compiled  by  governmental  and  other 
authoritative  agencies  and  said  that  on  the  basis  of  living  costs 
in  May,  1921.  they  averaged  $1.970.  As  against  this  he  computed 

average  annual  compensation  of  railway  workers  In  1920. 
as  corrected  by  deducting  overtime  on  the  basis  of  figures  pre- 
sented by  the  railroads,  to  have  been  $1.60336,  which  was  fur- 
ther reduced  to  $1.475.89  by  the  decision  of  the  Railroad  Labor 
Board  effective  July  1.  1»21. 

Large  numbers  of  railroad  workers  fall  far  short  of  any 
such  earnings,  however,  according  to  Mr.  Lauck.  Section  men 

he  number  of  275.352  can  only  earn  $925.32  annually  under 

present  scale.  If  they  work  full  time;  construction- gang  and 
work  train  employees,  numbering  28,780,  can  average  but  $970.08 
annually;  other  unskilled  labor  numbering  108.977  can  average 
hut  $1.'"M).68,  and  22.572  crossing  flagmen  and  gatemen  can  earn 
only  $S1> 

said   Mr.   Lauck.   "is   a   total  of  over  430.000  em- 

••es.  about  one-quarter  of  all  railroad  employees,  whose  av- 
erage earnings  run  between  $810  and  $1.000  per  year,  and  for 

largest   group— section   men    average  only   $925   per  year. 

over,  the  earning  of  these  amounts  per  year  depends  on 

ntinuous  employment  without  Iocs  of  time  through 

sickness,  accident  or  other  cause,  a  condition  which  of  coarse 

Is  almost  utterly  Impossible." 

He  summarized  the  points  which  the  railway  employees  de- 
sired to  emphasize  to  the  committee  as  follows: 

.1  The  labor  costs  of  the  railroads  arr  no  doubt  hoo  high  as  are 
all  the  operating  costs,  but  this  Is  due  to  Inadequacies  of  management 
and  equipment  and  not  to  the  wage  rates  of  the  Individual  employes. 

:.  With  irnr.ased  capital  Im  *lth  management  divorced 

from  banking  control,  and  with  the  resulting  Increase  In  the  rftV 

.  eratlon.  huge  savings  may  be  effected  In  labor  costs  and  In  all 
operating  costs. 

I.     present    wag*    rates    of    unskilled    labor    are    below    the    level 


i  condition  also  applies  to  much 


•  lly  essential  to  permit  these  employe*  to  maintain  a  healthy,  de- 

Aiawrtcan  standard  of  living.     This  com" 

-ibor    force. 
4.     T  no  reductions  In  wages  can  b*  contemplated,  and.  If 

•e  prevails,  many  If  not  all  railroad  wage  rates  will   tend  to  In- 


$.     The   payment   of  a  living  wage  to  the  humblest   worker,    with 
approprln'  Mala  to  (kill  and  experience.   Is  a  primary  obtlga- 

rallroads,    and   the   government    certainly   cannot  sanc- 
tion any  other  policy. 

J.  F  Anderson,  vice  president  of  the  International  Associa- 
tion of  Machinists.  Mid  the  labor  provisions  of  the  transport* 
act  should  be  changed  so  as  to  make  the  establishment  of 
adjustment  boards  mandatory  Instead  of  optional  as  at  present. 
!!••  suCRwted  that  four  national  boards  be  created.  He  also 
recommended  legislation  forbidding  the  railroads  from  award- 
Ing  contracts  to  outside  shops  to  evade  wages  Bxed  by  the  Rail- 
road Labor  Board.  Mr.  Lauck  said  the  Commission  had  sub- 
stantly  sustained  the  charges  of  the  employees  In  'he  reports 
on  the>  repairs  In  outside  shops,  but  that  he  doubted  whether 
mission  or  the  Labor  Board  now  had  the  power  to  pre- 
vent the  roads  from  awarding  such  contracts. 


SHOP  CRAFTS  ASK  GOVERNMENT  OPERATION 
General  chairman  of  the  railroad  shop  craft  organizations 
affiliated  with  the  railway  employes'  department  of  the  American 
Federation  of  Labor,  at  their  convention  In  Chicago.  April  17. 
adopted  a  resolution  In  which  the  recently  promulgated  order 
of  the  Interstate  Commerce  Commission,  finding  the  method  used 
by  various  eastern  roads  In  contracting  for  their  car  and  loco- 
motive repair  work  to  be  wasteful,  was  used  as  a  new  argument 
for  government  operation.  The  resolution,  after  calling  atten- 
•ie  many  alleged  Inefficiencies  and  Inadequacies  of  private 
control,  makes  the  following  suggestions: 

First:     That    the   railroads   now    or    hereafter    found    Kullty    by   the 

nmi*.«imi    of    wn  *t«  fully    expending    sums    In 

i    cars    In   contract    »hopn,    be   com- 

paBM    by    the     I  'nlted    Stoic-  i  urn    to    the    I'nlte.l 

(•tales  Treasury  all   sums  so  wan- 

srt  forth  private  manage- 


Secondly:    That   by  the   . 
ment*  of  the  railroads  han  m 
incapable  of  property  ser 
w    again   urffe  upon 


and   wnf 
d  that,   there- 
vjlrabillty 


tnanent  r-  •vmT.ihir.i  nrnl  democratic 

h    adequate    safeguards    against    wasteful 
erite   the    rtmrtr.    nixl   against   the    bleeding    of    the   roads 


»   wh  . 

by   private   steel,  coal   and   equipment   companies. 


ul    prartlren    by 


RAILWAY  WAGE   HEARING 

Charges  that  the  railroad  executives  were  insincere  in  ap- 
pealing to  the  Labor  Board  for  a  wage  cut  so  that  rate  reduc- 
tions could  be  granted,  were  made  at  the  wage  hearing  before 
the  board,  in  Chicago,  April  14,  by  K.  H.  Fitzgerald,  president 
of  the  Brotherhood  of  Railroad  and  Steamship  Clerks,  Freight 
Handlers.  Express  and  Station  Employes.  "The  fact  is,"  he  said, 
"that  any  cut  this  board  may  order  in  the  wages  of  men  already 
underpaid  will  not  reduce  freight  costs  to  the  public  but  will 
swell  railroad  dividend 

.Mr.  Fitzgerald's  proof  of  this  charge,  as  presented  to  the 
board,  was  a  clipping  from  a  New  York  newspaper,  dated  March 
.1.  1922,  in  which  a  statement  made  by  a  railroad  witness  at 
the  general  rate  inquiry  in  Washington,  to  the  effect  that  in 
passing  possible  wage  cuts  on  to  the  public,  the  railroads  wanted 
credit  for  cuts  already  made,  was  characterized  as  being  "danger- 
ously near  a  break  in  faith."  The  article  was  entitled,  "Hedg- 
ing on  Rate  Cuts." 

"But  even  should  wage  cuts  be  passed  on  to  the  public,"  Mr. 
Fitzgerald  continued,  "the  result  would  be  negligible.  A  10  per 
cent  cut  In  wages  would  not  amount  to  much  because  wages 
are  only  between  50  and  60  per  cent  of  the  carriers'  operating 
expenses,  which.  In  turn,  are  only  70  per  cent  of  their  operat- 
ing revenue.  The  net  result  would  be  a  rate  reduction  of  ap- 
proximately 2  per  cent  instead  of  the  10  per  cent  generally 
Imagined.  And  in  view  of  the  fact  that  the  carriers  have  been 
contending  that  a  10  per  rent  reduction  at  this  time  would  not 
stimulate  traffic,  we  are  at  Ions  to  understand  why  they  should 
be  so  eagerly  seeking  the  chance  to  make  a  2  per  cent  reduc- 
tion. The  answer,  we  think,  is  In  the  charge  we  have  made. 
The  reduction  in  wages  added  to  the  present  railroad  dividends 
would  make  a  good  showing." 

Signalmen's  wage*  were  under  discussion  before  the  Labor 
Board.  April  17.  Railroad  representatives  repeated  in  the  main 
what  they  had  said  about  other  classes  of  labor  and  stipulated 
into  the  record  their  former  testimony  about  wages  in  oir 
Industries.  The  old  argument  about  adequacy  of  conference* 
cropped  up  again,  the  employes  contending  that  at  such  con- 
ference* as  were  held  the  railroads  showed  little  disposition  to 
discuss  matters,  merely  Mating  their  position  and  adhering 
thereto.  Daniel  Melt,  president  of  tbr  signalmen's  union,  said 
that  while  the  railroads'  compilations  of  wages  In  outside  indus- 
tries bad  been  sufficiently  shown  up  by  other  labor  representa- 
tive* seriously  to  impair  their  value,  he  wanted  particularly  to 
point  out  their  worthlesaness  when  used  In  an  effort  to  prove 
that  the  wage*  of  signalmen  and  signal  maintenance  men  were 
too  high.  There  were  no  workers  in  outside  industries  whose 
duties  were  comparable  to  those  of  men  working  In  the  signal 
departments  of  the  earners,  he  said.  He  also  expressed  the 
opinion  that  the  fifth  of  the  "relevant  circumstances"  mentioned 
In  section  307  of  the  transportation  act  as  useful  In  determining 
the  justness  and  reasonableness  of  wages,  namely  "the  degree  of 
responsibility."  had  been  placed  in  the  law  with  signalmen  par- 
ticularly in  mind. 

Disputes  between  the  carriers  and  the  train  dispatchers  ex- 
isted on  only  about  25  roads,  Mr.  Walber  said,  In  presenting 

tnony  covering  that  class  of  subordinate  officials  to  the 
board,  April  18.  These  men  had  always  been  considered  part 
of  the  railroads'  "official  family"  prior  to  federal  control,  be 
said,  and  their  "minimum  and  maximum  salary  was  adjusted  in 
accordance  with  the  practice*  covering  other  company  officials, 
which  comprehended  not  only  the  scope  and  responsibilities 
•flhelr  official  position  but  also  and  equally  the  merit,  ability 
and  years  of  service  of  the  individual."  That  happy  state  of 
affairs,  he  said,  was  disturbed  by  the  administration,  which 
standardized  wages  of  dispatchers.  It  was  generally  conceded, 
however,  he  said,  thnt  the  Railroad  Administration  had  treated 
these  men  liberally  and.  since  it  was  proposed  by  the  carriers 
to  pay  these  men  wages  based  on  those  received  on  March  1, 
1920,  It  did  not  seem  to  him  that  they  could  be  considered  low. 

J.  O.  Leuhrsen,  president  of  the  dispatchers'  union,  dis- 
cussed the  so-called  guaranty  and  consolidation  provisions  of 
the  transportation  act  at  some  length  In  an  effort  to  convince 
the  board  that  neither  the  level  of  railroad  freight  rates  nor 
the  financial  condition  of  the  carriers  ought  to  be  taken  Into 
consideration  when  fixing  wages. 

"The  law  Instructs  the  Interstate  Commerce  Commission  to 
see  that  the  carriers  are  able  to  make  adequate  return  on  their 
Investment  under  'honest,  economical  management,' "  he  said. 
"The  payment  of  just  and  reasonable  wages  Is  part  of  such 
•honest  and  economical  management.'  " 

Towards  the  close  of  the  sixth  week  of  the  wage  hearing  the 
trend  of  testimony  indicated  that  the  end  was  In  sight.  On 
April  19  and  20  the  rarrlers'put  In  testimony,  calculated  to  prove 
that  stationary  firemen  and  oilers  and  telegraphers  ought  to  have 
a  10  per  cent  wage  rut  and  were  answered  by  representatives  of 
those  classes  with  statements  and  testimony  In  an  effort  to  show 
that  not  only  ought  their  wages  not  be  n-dm-ed  but  that  they 
should.  Instead,  be  raised  10  per  cent. 

Timothy  Healy.  grand  president  of  the  Brotherhood  of  Fire- 
men and  Oilers,  presented  to  the  bord  a  large  volume  of  data 
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in  which  employes  In  outside  industries  and  their  wages  were 
not  only  summed  up,  but  were  separated  as  to  the  particular  cor- 
porations for  whom  they  worked.  After  giving  a  copy  of  this  to 
each  board  member,  Mr.  Healy  spent  the  better  part  of  the  day 
reading  it  to  them.  E.  J.  Manion,  president  of  the  telegraphers' 
union,  said  that  the  years  spent  in  learning  to  operate  a  tele- 
graph key  efficiently  ought  to  be  taken  into  consideration  when 
fixing  wages  for  that  class.  He  said  while  the  physical  hazards 
of  that  class  were  not  as  acute  as  those  of  train  service  em- 
ployes, their  working  term  was  considerably  shorter,  due  to  the 
nervous  strain  under  which  they  labored.  That  fact,  he  said, 
must  have  been  in  the  minds  of  Congress  when  it  used  the  word 
"Hazard." 

The  board  announced,  April  20,  that  the  hearing  on  rules  for 
firemen  and  enginemen,  which  had  been  set  for  May  1,  had  been 
indefinitely  postponed.  This  action,  it  was  explained,  was  taken 
by  the  board  at  the  joint  request  of  the  carriers  and  the  workers, 
the  latter  asking  for  a  postponement  on  account  of  their  conven- 
tion which  is  to  take  place  at  Austin,  Tex.,  during  the  second 
week  in  May,  and  the  former  because  several  of  the  eastern 
roads  wanted  to  make  preparations  to  have  their  submissions 
heard  separately. 

No  change  in  the  present  plan  of  the  board  to  terminate  the 
wage  hearing  on  April  30  has  been  made. 


INTERVENTION  IN  WAGE  CASE 

Efforts  made  by  the  Traffic  League  to  obtain  a  hearing  from 
the  Labor  Board  have  failed  so  far,  although  the  board  has  ex- 
pressed a  willingness  to  permit  them  as  well,  as  representatives 
of  other  outside  organizations,  to  appear  in  behalf  of  the  public. 

In  a  letter,  addressed  *o  the  board  last  week,  counsel  for  the 
league  asked  for  permission  to  appear  before  the  board  to  pre- 
sent a  petition  of  intervention.  In  reply,  the  board,  April  15, 
addressed  to  the  league,  in  common  with  the  National  Industrial 
Conference  Board,  the  Railway  Business  Men's  Association  and 
the  Illinois  Manufacturers'  Association,  a  letter  in  which  it  ad- 
hered to  the  principle,  expressed  at  the  time  it  refused  the 
league  permission  to  intervene  in  the  national  agreement  case, 
that  it  did  "not  deem  it  proper  to  permit  any  person  or  interest 
other  than  the  carrier  or  the  organization  involved  to  become  a 
party,"  but  expressed  a  willingness  to  allow  the  league  to  "flle 
such  written  or  printed  evidence  as  it  may  desire,"  and  to  ap- 
pear and  give  oral  testimony  during  some  of  the  time  allotted 
to  the  railroads  if  the  railroad  representatives  would  consent,  or 
after  5  o'clock  p.  m.,  in  case  no  arrangement  with  the  railroads 
could  be  made. 

Tho  board's  letter  was  as  follows: 

The  Railroad  Labor  Board  is  in  receipt  of  your  communication  of 
the  13th  inst.,  asking  leave  to  appear  before  the  board  and  present 
orally  a  motion  to  flle  printed  petitions  of  intervention  in  the  general 
dockets  now  before  the  board,  involving  wages  of  railway  employes 
throughout  the  country. 

Replying  to  said  request,  the  board  advises  that  it  does  not  deem 
it  proper  to  permii  any  person  or  interest  to  become  a  party  to  a  dis- 
pute before  the  board  between  a  carrier  and  its  employes  other  than 
the  carrier  and  the  employes  directly  concerned  in  the  question  at  issue. 

The  board  assumes,  however,  that  it  is  not  the  desire  of  your 
organization  to  become  an  actual  party  to  the  wage  disputes,  but  that 
it  desires  merely  to  present  evidence  bearing  on  the  issues  involved. 

Heretofore,  the  board  has  denied  requests  of  this  character,  and 
has  been  willing  to  assume  that  the  carriers  and  the  employes  would 
present  all  the  evidence  they  deemed  necessary  in  support  of  their 
respective  contentions. 

This  policy  of  the  board  has  been  misunderstood  and  criticized  by 
those  who  professed  to  think  that  the  board  was  unwilling  to  hear  a 
full  presentation  of  the  facts  bearing  on  the  questions  pending  before 
it.  Pome  members  of  the  board  have  therefore  felt  constrained  to  re- 
verse their  former  position  and  to  allow,  in  certain  cases,  such  presen- 
tations by  the  public  as  the  limited  time  and  the  congested  work  of 
the  board  would  permit. 

This  policy  would  necessarily  apply  to  both  sides  alike,  and  might 
result  in  such  a  multiplicity  of  requests  for  hearings  as  would  swamp 
the  board.  If  organizations  of  shippers  and  employers  are  heard,  then 
labor  organizations  outside  of  railway  employment  and  civic,  social 
and  church  organizations,  with  their  varying  views  of  living  conditions, 
the  adequate  wage,  etc.,  would  ask  a  hearing. 

The  wage  disputes  now  being  heard  have  been  in  progress  since 
March  6,  and  the  last  day  of  April  has  been  set  for  the  conclusion  of 
the  hearing.  Another  and  different  case  is  set  for  May  1.  Tho 
remaining  time  has  been  carefully  divided  and  allotted  to  the  parties 
to  these  wage  disputes. 

The  board  therefore  advises  that  your  organization  may  flle  such 
written  or  printed  evidence  as  it  may  desire,  but,  if  it  desires  to  make 
oral  presentation,  it  will  have  to  do  so  on  the  time  remaining  to  the 
party  whose  contention  it  proposes  to  support,  provided  said  party  will 
concede  the  necessary  time,  or  make  presentation  after  five  o'clock  in 
the  afternoon. 

There  is  no  other  arrangement  that  could  now  be  made.  An  earlier 
application  from  your  organization  might  have  been  handled  dif- 
ferently. 

The  board  also  suggests  that  any  presentation,  either  oral  or  writ- 
ten, must  be  confined  to  evidence  material  and  pertinent  to  the  ele- 
ments or  factors  set  out  In  the  Transportation  Act  as  the  basis  upon 
which  the  board  must  fix  wages. 

Following  the  receipt  of  this  letter  Messrs,  Burchmore  and 
Walter  dispatched  a  communication  to  the  board  in  which  they 
expressed  a  willingness  to  appear  at  any  time  it  was  convenient 
to  the  board.  This  letter  again  called  attention  to  the  fact  that 
all  that  was  asked  in  the  first  letter  from  the  league  was  time 
enough  to  present  a  petition  of  intervention.  It  was  pointed 
ou*  that  the  letter  above  reproduced  was  not  in  fact  an  answer 


to  that  request,  it  being,  in  effect  the  admission  of  a  petition 
that  had  never  been  presented.  Fifteen  minutes  was  the  time 
c  Mimated  by  Mr.  Burchmore  as  necessary  in  order  to  enter  the 
league's  petition,  but  up  to  the  time  this  was  written,  no  oppor- 
tunity had  been  afforded  by  the  board  for  so  doing. 

Several  oral  conferences  were  held  by  league's  counsel  and 
the  chairman  of  the  board  during  the  week,  and  time  for  pre- 
sentation of  the  petition  was  tentatively  fixed  a  number  of  times. 
At  the  time  of  going  to  press  it  was  vaguely  set  for  "next  week." 
No  answer  to  the  league's  second  letter  had  been  received. 

ROAD  CENSURED  BY  LABOR  BOARD 

The  Railroad  Labor  Board  exercised  its  power  under  the 
transportation  act,  to  the  fullest  possible  extent,  for  the  first 
time,  April  19,  when  it  issued  a  decision  on  the  question 
whether  the  Interstate  Railroad  was  a  violator  of  the  board's 
decision  No.  528.  Since  this  finding  is  all  that  the  board  can 
do  in  the  way  of  penalty  for  a  violation,  the  course  of  the  short- 
line  officials  and  of  the  public  with  regard  to  the  railroad  will 
be  watched  with  interest. 

The  case  arose  out  of  the  dismissal  by  the  Interstate  Rail- 
road of  two  men,  a  switchman  and  a  fireman,  for  having  fur- 
nished information  as  to  wages  and  working  conditions  to  the 
executive  officers  of  their  labor  organizations.  At  the  hearing 
on  this  question,  at  which  representatives  of  the  railroad  re- 
fused to  appear,  it  developed  that  the  information  had  been 
asked  for  by  the  Labor  Board,  who  had  been  unable  to  get  it 
from  the  carrier  direct.  In  a  decision  on  this  case,  No.  528,  the 
board  ordered  the  reinstatement  of  the  two  men  and  payment 
to  them  of  full  compensation  for  time  lost.  No  attention  was 
paid  to  the  decision,  according  to  information  received  by  the 
board,  and  proceedings  under  section  313  of  the  transportation 
act  were  carried  out.  The  managers  of  the  road  again  refused 
to  put  in  an  appearance  at  the  hearing  on  the  citation.  The 
present  decision  was  the  result. 

After  reciting  the  facts  in  the  case,  the  document  issued 
by  the  board,  April  19,  continued  as  follows: 

In  this  proceeding  the  carrier  again  refuses  to  appear  before  the 
board,  and  in  a  letter  from  its  attorney,  Mr.  J.  F.  Bullitt,  Philadel- 
phia. Pa.,  makes  the  following  statement: 

"I  beg  to  state  that  the  Interstate  Railroad  Co.  is  of  the  opinion 
that  the  Railroad  Labor  Board  has  only  advisory  powers  in  matters 
of  this  kind." 

The  question  thus  presented  in  this  case  is  a  most  important  one. 
Here  is  a  railroad  which  arbitrarily  and  unfairly  denies  to  its  em- 
ployes the  simple  right  to  perform  their  duties  as  members  of  their 
organizations,  which  is  equivalent  to  a  denial  of  their  right  to  become 
members  of  such  organizations.  This  action  is  taken  in  the  teeth 
of  the  transportation  act  passed  by  the  Congress  of  the  United  States. 
which  expressly  recognizes  the  right  of  employes  to  organize  and  to 
function  as  organizations. 

The  fact  that  this  carrier  is  a  small  road  down  in  the  Virginia 
mountains  makes  its  conduct  none  the  less  reprehensible.  It  connects 
with  other  carriers  and  the  irritating  effect  of  its  disregard  for  the 
rights  of  its  men  and  for  the  authority  of  law  extends  to  employes  on 
other  roads. 

The  Railroad  Labor  Board,  therefore,  decides  that  the  Interstate 
Railroad  Co.  and  its  responsible  officials,  have  violated  decision  No. 
528  of  this  board,  as  hereinbefore  indicated. 


WORK  IN  OUTSIDE  SHOPS 

The   Traffic   World   Washington   Bureau 

The  International  Association  of  Machinists,  through  Wil- 
liam H.  Johnston,  its  president,  and  W.  Jett  Lauck,  has  asked 
the  Commission  to  extend  its  investigation  into  contracts  for 
repair  work  let  by  railroads  to  "outside  shops"  and  to  issue  an 
order  forbidding  the  letting  of  contracts  with  such  shops,  ex- 
cept under  specified  conditions,  one  of  which  would  be  that  the 
terms  and  conditions  for  work  in  the  railroad  shops  shall  be 
observed  in  the  outside  shops  on  the  work  let  under  such  con- 
tracts. 

Although  the  Commission  in  its  reports  on  the  engine  re- 
pair work  let  to  "outside  shops"  by  the  Pennsylvania,  New  York 
Central,  and  Atlantic  Coast  Line,  said  there  was  no  showing  of 
improper  motives,  the  machinists  in  their  petition  said: 

We  believe  that  the  sole  motive  back  of  all  the  above  mentioned 
practices  by  the  carriers'  was  the  destruction  of  the  labor  standards 
and  privileges  contemplated  in  the  transportation  act  and  formulated 
by  the  Railroad  Labor  Board.  In  any  case,  we  know  that  this  has 
been,  and  is.  the  result,  and  we  contend  that  the  carrying  on  of  such 
practices  defeats  the  whole  spirit  of  provisions  of  the  transportation 
act,  and  should  not  be  permitted  to  continue. 

These  provisions  were  intended  to  be  a  charter  of  rights  for  all 
railroad  labor.  We  are  still  sure  this  was  the  intent  of  Congress  in 
drafting  the  act  and  we  know  that  such  was  the  understanding  of 
labor  In  giving  its  full  co-operation  to  the  carrying  out  of  the  act 
For  the  carriers  now,  by  evasion  and  indirection,  to  seek  to  deprive 
large  classes  of  railroad  labor  of  the  wage  and  working  standards  set 
up  by  the  Railroad  Labor  Board,  is  a  deliberate  flouting  of  the  trans- 
portation act. 

Therefore,  we  now  respectfully  petition  this  Commission  to  take 
the  following  action: 

1.  To   extend    its   investigations   of   the    "contracting    out"    prac- 
tices of  the  railroads  as  regards  equipment,  construction  and  repair  to 
cover  also  the  practices  of  closing  their  own  shops  and  farming  out 
all  the  work  of  this  character  cither. 

(.1)     to  existing  private  companies,  or 

(b)  to  companies  especially  formed  for  this  purpose;  and  furtnr-r 
to  investigate  the  relationship  of  financial  control,  if  any,  between 
the  carriers  at  the  time  of  the  passage  of  the  transportation  act,  ex- 

2.  To  issue  an  order  forbidding  the  letting  out  of  transferring  of 
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shop  work  which  was  in  whole  or  in  substantial  part  performed  by 
the  carriers  at  t  he  time  of  the  passage  of  the  transportation  act.  ex- 
cept after  the  obtaining  from  the  Commission  a  permit  authorizing 
such  work,  said  permit  to  be  issued  only  for  specific  cases  and  under 
the  following  conditions: 

(a)  That  the  work  could  not  be  done  in  the  railroad  shops; 

(b)  That  the  contract  prices  for  the  work  arc  not  excessive,  and 

(c)  That   the  labor  standards  established   by   the   Railroad    I-abor 
Board   for  the   classes  of  labor  affected   shall   be  observed   In   full   by 
the  contracting  shops. 


Personal  Notes 


POWER  OVER  LABOR  DISPUTES 

Tht   Traffic   World    Washington   Bureau 

The  Bureau  of  Labor  Statistics  of  the  Department  of  Labor 
has  issued  a  bulletin  on  the  "use  of  federal  power  in  railway 
labor  dispute*,"  prepared  by  Clyde  O.  Fisher,  associate  professor 
of  econo  •  sleyan  university.  The  development  of  gov- 

ernmental   authority    in     the    settlement    of    railway    disp 
through  the  enactment  of  a  series  of  laws  Is  discussed  in  the 
bulletin. 

In  concluding  the  bulletin.  Professor  Fisher  says: 

transportation  of  1920  marks  a  new  departure  In  the  means 
adopted  to  adjust  labor  difficulties  on  the  railways.  It  will  be  recalled 
that  the  law  of  1(88  provided  for  voluntary  arbitration  and  for  the 
appointment  of  government  Investigation  committees,  the  Krdm.tn 
act  provided  for  mediation  and  conciliation  and  for  voluntary  arbitra- 
tion; the  Newlands  law  was  merely  an  amplification  of  the  Knlman 
law.  A  distinct  step  was  taken  In  191*  when.  In  passing  the  Adamson 
law  to  settle  a  railroad  labor  dispute.  Congress  assumed  the  responsi- 
bility of  fixing  the  hours  of  service  on  the  railroads  by  legislative  en- 
actment. Kurth«-r  change*  were  made  during  federal  control  of  the 
railroads  when  the  Director  General  exercised  the  power  to  determine 
waxes  and  working  conditions,  consulting  and  advising  with  the  Inter- 
ested parties,  however. 

Prior  to  the  period  of  federal  control  the  emphasis  In  all  these 
measures  had  been  placed  upon  the  voluntary  nature  of  the  negotia- 
tions. The  public.  It  la  trne.  was  represented  on  the  Investigation 
commissions  to  be  created  by  the  statute  of  1W8.  as  It  was  on  the 
boards  of  arbitration  to  be  established  by  that  art  and  by  the  Knlman 
and  the  Newlands  laws.  It  wss  also  represented  on  the  mediation 
boards  of  the  latter  two  acts.  But  In  all  these  cases  the  public  r« 
sentatlon  was  more  In  the  nature  of  that  of  an  Impartial  judge  rath-r 
than  that  of  an  Interacted  party.  This  public  Interest  became  the 
paramount  one  In  the  passage  of  the  Adamson  law  and  also  In  the 
machinery  set  up  by  the  Director  General  during  the  federal  con- 
trol era. 

The  law  of  1110  marks  the  final  stage  In  the  establishment  of  the 
primacy  of  the  public  Interest.  It  Is  true  that.  In  this  respect.  It  does 
no  more  than  was  done  under  federal  control.  But  federal  control  was 
exercised  In  a  period  of  war  emergency  and  Is  not  to  be  considered 
apart  from  the  extraordinary  circumstances  which  gave  rise  to  It.  The 
1»M  statute.  It  seems,  applies  the  same  theory  to  the  adjustment  of 
controversies  In  time  of  peace. 

Even  now  the  voluntary  co-operation  of  the  contending  parties  Is 
relied  upon  to  settle  these  disputes  In  so  far  n*  possible  by  means  of 
conference  committees.  But  •  nent  can  be  set  aside  by  the 

Railroad  Labor  Board  If  It  Is  of  such  a  nature  as  to  necessitate  a 
change  In  traffic  rates,  charged  by  the  railroads.  Here.  then.  Is  the 
final  capstone  placed  upon  the  recognition  of  the  welfare  of  the  gen- 
eral p 

Again,  the  terms  of  the  law  Indicate  that  the  enforcement  of  the 
awards  is  to  be  secured  through  the  co-operation  of  the  disputants. 
But  with  the  present  provisions  for  the  giving  of  publicity  to  the 
awards  of  the  Railroad  Labor  Board  It  would.  Imleed.  be  a  rash  con- 
testant who  would  defy  an  enlightened  public  opinion  crystallized  by 
i>  out  by  the  Railroad  Labor  Board. 

Practically,  then,  the  government  has  taken  the  step  which  the 
lode  of  the  situation  demanded.  The  regulation  of  the  Income  of  the 
carriers  by  public  authority  Implies  the  obligation  to  regulate  the  ex- 
pense* also.  Congress  has  now  assumed  that  responsibility,  an  as- 
sumption, however,  which  makes  use  of  the  force  of  public  opinion  to 
effect  a  realisation  of  the  <>'.  <-w.  What  the  ultimate 

result  of  such  a  transaction  and  development  Is  to  be.  It  would  be 
folly  to  predict.  It  looks  now  as  If  iex  on  the  railroads  will 

never  again  be  settled  as  though  the  contending  parties  were  alone 
Involved.  Slowly,  step  by  step.  Congress  has  assumed  a  position 
from  which  the  people  will  not  allow  It  to  rece.Je  And  It  Is  possible 
that  the  legislation  of  the  future  will  h.  further  In 

way  of  an  enforces  Whether  the  end  will  be  that 

of  government  ownership,  or  a  system  of  rigid  and  stringent  govern- 
ment regulation  such  as  •  <    danger  of  an  Interruption  of 
Interstate  commerce,  need  not  matter  fur  the  purpose.     The  problem 
I*  by  no  means  a  simple                      ,n  It  be  said  thnt  the  final  and  the 
best  solution  has  been  reached.     There  Is  still  the  possibility  thauUt*- 
present  arrant:-  IM.  nr  will  fall  or  that  It  will  be  subjected  to  abuse.     But- 
enough  has  been  done  to  Indicate  the  growing  feeling  on  the  parnT" 
the  public   that  this  Is  a  problem    for  governmental   activity.     If  the 
present   machinery,    therefore,    proves   to  be   Inadequate,    new  experi- 
ments wlU  doubtless  be  tried. 


LABOR  BOARD  MOVES 

The  Railroad  Labor  Board  will  move  Us  present  home  in  the 
Keener  Building  to  more  commodious  quarters  on  the  22nd  floor 
of  the  Transportation  Building.  608  8.  Dearborn  Street.  Chicago, 
on  April  24. 


PHILLIPS  TO   REMAIN  ON   BOARD 

Albert  Phillips,  member  of  the  labor  group  of  tho  tabor 
Board,  who  resigned  several  weeks  ago  on  account  of  111  health 
and  whose  resignation  took  effect  April  16.  ban  improved  in 
health  to  surh  an  extent  that  hf>  has  reconsidered  his  resigna- 
tion President  Harding,  it  was  said  at  the  board  offices,  had 
signified  his  Intention  to  allow  hhn  to  finish  his  term,  which 
es  In  April.  1928. 


Frederick  A.  Kirk,  general  manager  for  Kirk  &  Treene, 
Inc.,  steamship  agents  and  brokers,  New  York,  has  become 
associated  with  the  H.  G.  Williams  Company,  general  traffic 
managers,  of  New  York. 

R.  K.  Minson  has  been  appointed  traffic  manager  for  the 
Magma  Arizona  Railroad,  at  Superior,  Ariz. 

R.  E.  Slowey  has  been  appointed  auditor  and  traffic  man- 
ager for  the  Garyville  Northern  Railway,  at  Garyville,  La.,  vice 
J.  P.  Lonnegan,  who  resigned. 

The  Louisiana  &  Arkansas  Railway  has  announced  the  fol- 
lowing appointments-:  W.  D.  Burch,  traveling  freight  agent, 
Shreveport,  La.;  S.  H.  Atkinson,  soliciting  freight  agent,  Tex- 
arkana.  Ark.;  S.  E.  Jones,  general  agent,  St.  Louis;  E.  B.  Hick- 
man,  general  agent  for  the  L.  &  A.  and  the  Mississippi  Central, 
at  Dallas,  Tex. 

John  D.  Hashagen,  traffic  manager  for  the  North  Atlantic 
&  Western  Steamship  Company,  and  a  well-known  and  popular 
figure  in  New  England  traffic  circles,  died  at  his  home  in  Boston, 
April  13.  Mr.  Hashagen  was  born  in  Holland,  but  came  to 
Baltimore  with  his  parents  when  he  was  five  years  of  age  and 
was  raised  and  educated  in  that  city.  He  entered  transporta- 
tion work  in  1880,  when  he  was  22  years  old,  and,  with  the 
exception  of  seven  years  between  1914  and  1921,  when  he 
was  traffic  manager  for  the  American  Glue  Company,  spent  his 
entire  career  in  the  employ  of  railroad  and  steamship  com- 
panies. He  was  active  in  the  traffic  educational  work  of  tin- 
Knights  of  Columbus  and  of  Boston  University,  and  was  a 
frequent  contributor  to  the  Open  Forum  columns  of  The  Traffic 
World. 

O.  T.  Cull  has  been  appointed  assistant  general  freight 
agent  for  the  Chicago,  Milwaukee  &  St.  Paul  Railway,  at  Chi- 
cago, succeeding  A.  A.  Wilson,  who  was  transferred  to  Denver. 

S.  H.  Wiles  has  been  appointed  commercial  agent  for  the 
Southern  Railway  at  Pittsburgh. 

In  The  Traffic  World.  April  15,  it  was  stated  that  C.  E. 
Garner  had  been  appointed  traffic  manager  for  the  Pacific  Fruit 
Kxpress  Company  at  San  Francisco.  Mr.  Career's  headquarters 
are  in  Chicago.  J.  B.  Crawford  has  been  appointed  assistant 
general  manager  for  the  Pacific  Fruit  Express  Company  at 
Chicago. 

A  dinner  in  honor  of  D.  B.  Hannn,  president  of  the  Canadian 
National  Railways,  will  be  given  at  the  Leland  Hotel.  Spring 
field.  111..  April  28.  by  the  Mid-Day  Luncheon  Club.  William  H. 
Finley.  president  of  the  C.  &  N.  W.,  will  preside.  D.  Francesco 
P.  deHoyoe,  general  agent  of  the  National  Mexican  Railways, 
will  attend. 

C.  B.  Hopper  has  been  appointed  freight  traffic  manager  for 
the  Goodrich  Transit  Company  at  Chicago. 

The  place  left  vacant,  some  time  ago,  by  the  death  of  H.  C. 
Barlow,  traffic  director  for  the  Chicago  Association  of  Com- 
merce, has  been  filled  by  the  appointment  of  J.  P.  Haynes. 
commissioner  of  the  Traffic  Bureau  of  the  Sioux  City  Chamber 
of  Commerce,  to  become  effective  June  1.  There  were  many 
applicants  for  the  place  and  several  men  were  considered  who 
were  not  applicants.  Mr.  Haynes,  though  comparatively  a  young 
man,  has  made  a  splendid  record  and  has  attracted  attention, 
not  only  because  of  the  results  he  has  obtained  in  Sioux  City, 
but  for  his  work  in  the  National  Industrial  Traffic  League.  He 
was  born  in  1888  at  Owensboro.  Ky.,  and  after  graduating  from 
the  public  high  school  and  college,  entered  his  traffic  career 
•y  th*>  freight  department  of  the  L.  &  N.  Railroad  at  Cincinnati 
In  1906.  In  1909  was  made  agent  for  the  Southeastern  Missis- 
sippi Valley  Association,  in  charge  of  transit  privileges,  with 
headquarters  at  Cincinnati.  In  1911  he  was  transferred  to  At- 
lanta, Ga.,  as  traveling  supervisor  for  the  Southern  Classification 
railroads.  In  charge  of  special  agreements,  transit  privileges,  and 
tariff  publication.  While  In  this  capacity  he  was  assigned  to 
districts  embracing  the  following  headquarters:  Jacksonville, 
Fla.,  Memphis.  Tenn..  Evansvillp.  Ind.,  St.  Ixmis.  Mo.,  Cairo, 
III.,  and  Norfolk.  Va.  In  1915  he  left  the  railroad  side  of  traffic 
to  take  position  as  traffic  manager  for  the  Cairo  Board  of  Trade 
at  Cairo,  III.  January  1,  1918.  he  became  commissioner  of  the 
Traffic  Bureau  of  the  Sioux  City  Chamber  of  Commerce  at 
Sioux  rily,  la.  He  was  recently  elected  president  of  the  Rotary 
Club  of  Sioux  City. 


DOINGS   OF  THE  TRAFFIC  CLUBS 

The  Newark.  N.  J  .  Traffic  flub  will  hold  a  card  party  and 
dance  at  Arhtet  Stetter's,  May  15. 


MOBILE  A  OHIO  NOTES 

The    Mobile    *    Ohio    has    applied    to    the    rotmii'flslon    for 

authority   lo   issu.  of  6   per  cent   promlt^  ••«   to 

d"  for  the  purchase  of  10  Mikado  type  freight  locomotives. 


Major  H.  W.  Patton.  journalist,  addressed  the  Transporta- 
tion flub  of  Seattle  on  "The  Sontli  Spas  and  (ho  Antipodes."  at 
their  meeting  last  week.  Major  Patton  advocated  revision  ol' 
the  Hawaiian  Immigration  laws  so  as  to  permit  Chinese  labor 
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to    enter    ilif    islands.     Alpheus    Byers,    president    of    the    club, 
presictod. 


P.  E.  Weaver,  assistant  trafflc  manager  for  the  York  Manu- 
facturing Compayn,  spoke  on  the  domestic  bill  of  lading  at  the 
regular  meeting  of  the  York,  Pa.,  Trafflc  Club,  held  at  the 
Manufacturers'  Association,  April  13.  A  general  discussion 
followed  the  address. 


C.  J.  Brister,  assistant  vice-president  of  the  New  York  Cen- 
tral Lines,  Chicago,  will  speak  at  the  meeting  of  the  Miami 
Valley  Trafflc  Club,  to  be  held  at  the  Dayton  City  Club,  Dayton, 
O.,  May  1.  Mr.  Brister  is  a  native  of  Dayton.  The  club  will 
also  discuss  the  proposal  to  found  a  national  association  and 
decide  on  ways  and  means  of  co-operation. 


The  monthly  meeting  of  the  Trafflc  Club  of  New  England 
was  held  at  the  Hotel  Somerset,  Boston,  April  20.  E.  L.  Sturte- 
vant.  treasurer  of  the  Copley  Amusement  Company,  spoke  on 
"Repertory  Theater  Ideas,"  and  W.  F.  Fitzgerlad,  of  Fitzgerald, 
Hubbard  &  Co.,  spoke  on  "General  Conditions." 


Freight  rates  could  be  reduced  and  railroad  operation  costs 
lowered  materially  if  American  trunk  lines  would  adopt  a  uni- 
form safety  car  seal.  C.  C.  Edgar,  secretary-treasurer  of  the 
Edgar  Steel  Seal  and  Manufacturing  Company,  Lawrence,  Kan., 
told  the  Trafflc  Club  of  Kansas  City  at  a  meeting  held  in  tne 
Hotel  Savoy,  April  4. 

"Carriers  and  shippers  alike  are  acquainted  with  the  tre- 
mendous yearly  loss  from  theft  through  the  medium  of  unsat- 
isfactory seals,"  he  said.t 

The  speaker  gave  av  practical  demonstration  of  the  Edgar 
company's  seal.  H.  B.  Ober,  general  manager  of  the  company 
and  past  president  of  the  Lawrence,  Kan.,  Chamber  of  Com- 
merce, spoke  of  the  widespread  use  of  the  seal  and  its  indorse- 
ment by  business  men. 


During  the  past  week  the  following  delegates  have  been  ap- 
pointed to  represent  their  respective  traffic  clubs  at  the  organ- 
ization meeting  of  the  National  Association  of  Trafflc  Clubs, 
which  will  be  held  in  the  rooms  of  the  Traffic  Club  of  Chicago, 
Hotel  LaSalle,  Chicago,  May  16  and  17:  Traffic  Club  of  Fort 
Worth,  I.  S.  McCcnnel,  president,  and  M.  J.  Dowling;  Indianap- 
olis Trafflc  Club;  F.  A.  Butler,  president,  and  J.  A.  MacGregor, 
chairman  of  the  board;  Trafflc  Club  of  Pittsburgh,  J.  J.  Monks, 
ex-president,  and  Geo.  A.  Buse,  president.  The  following  clubs 
have  signified  their  intention  to  participate,  but  have  not  as 
yet  appointed  delegates:  Trafflc  Club  of  Houston,  Traffic  and 
Transportation  Association  of  Pittsburgh,  Wichita  Trafflc  Club 
and  the  Portland,  Ore.,  Transportation  Club. 


The  twentieth  annual  dinner  of  the  Trafflc  Club  of  Pitts- 
burgh at  the  William  Penn  Hotel  the  evening  of  April  20  was, 
as  usual,  an  interesting  event  attended  by  railroad  men  and 
others  from  all  over  the  country.  Over  eight  hundred  members 
and  guests  were  seated  at  table.  The  speakers  were  Dwight  W. 
Morrow,  of  J.  P.  Morgan  and  Company,  New  York,  and  Charles 
Donnelly,  president  of  the  Northern  Pacific  Railway  Company. 
The  toastmaster  was  Arthur  W.  Thompson,  president  of  the 
Philadelphia  Company.  President  George  A.  Buse  made  a  brief 
address  in  opening  the  program.  There  was  an  excellent  musical 
program.  Mr.  Donnelly  talked  about  the  regulation  of  rates, 
state  versus  interstate,  detailing  the  history  of  the  controversy 
and  showing  the  reasons  for  central  control. 


POMERENE  BILL  OF  LADING  LAW 

The   Traffic   World    Washington   Bureau 

With  the  appearance  of  R.  C.  Fyfe,  chairman  of  the  Western 
Classification  Committee;  E.  H.  Dulany,  chairman  of  the  South- 
ern Classification  Committee,  and  Benjamin  Campbell,  vice-pres- 
ident of  the  New  York,  New  Haven  &  Hartford,  as  witnesses 
before  the  Pomerene  subcommittee  on  the  proposed  amendment 
of  the  bill  of  lading  law,  April  17,  Senator  Pomerene  closed  the 
hearings  until  further  order  of  Chairman  Cummins.  He  said 
so  far  as  he  knew  there  were  no  other  witnesses  to  be  heard. 

Mr.  Campbell  appeared  solely  for  the  purpose  of  refuting 
testimony  by  W.  H.  Chandler,  representing  the  Boston  Chamber 
of  Commerce,  that  the  New  Haven  refused  to  issue  a  clean  bill 
of  lading  except  where  the  shipper  had  sufficient  "influence." 

Mr.  Campbell  pointed  to  the  language  used  by  Mr.  Chandler, 
which  was  as  follows: 

The  New  York,  New  Haven  &  Hartford  Railroad  is  one  carrier 
that  refuses  to  Rive  a  shipper  a  clean  bill  of  lading  for  Roods  loaded 
at  the  freight  station  where  the  railroad  employs  checkers  to  handle 
freight  which  Is  received  from  the  shipper.  The  New  Haven  railroad 
lakes  the  stand  that  the  official  classification  requires  the  freight 
to  be  loaded  by  the  shipper  and  unloaded  by  the  consignee.  It 
construes  that  as  meaning  they  have  no  interest  in  whjit  ^ocs  in 
the  car  except  to  collect  the  freight  on  it.  On  the  other  hand,  where 
the  complaint  is  serious  enough  and  the  .shipper  is  big  enouph  ainl 
the  influence  behind  the  shiT,  '<>ng  enough,  the  New  H;iven 

will   make   nn   exception.     I  have  had   that   personal   experience   with 
Hie   New  Haven   railroad. 


Mr.  Campbell  said  the  testimony  given  by  Mr.  Chandler  did 
not  "accurately  portray  the  situation." 

"The  practice  of  the  New  Haven  in  issuing  clean  bills  of 
lading  compares  favorably  with  that  of  other  carriers,"  said  he. 

Mr.  Campbell  further  declared  that  the  New  Haven  was  not 
influenced  by  the  factors  stated  by  Mr.  Chandler. 

"I  made  inquiry  just  before'  I  came  here  of  our  trafflc  de- 
partment whether  any  complaint  had  been  made  by  Mr.  Chand- 
ler, and  they  said  they  had  received  none,"  concluded  Mr. 
Campbell. 

Mr.  Fyfe  said  the  western  carriers  would  like  to  know 
where  the  demand  came  from  for  checking  freight  in  and  out, 
adding  that  it  did  not  come  from  shippers  in  western  territory. 
He  said  the  requirements  of  the  bill  would  force  the  carriers  to 
increase  their  forces  and  greatly  increase  their  expenses.  He 
gave  numerous  illustrations  of  why  the  carriers  objected  to 
the  requirements  of  sections  20a  and  21  of  the  bill.  As  to 
checking  on  public  team  tracks,  he  said  in  many  instances  the 
team  tracks  were  far  removed  from  the  carriers'  freight  sta- 
tions and  that  if  section  20a  were  enacted,  a  carrier  would  have 
to  send  a  man  to  the  outlying  team  tracks  to  make  the  required 
check.  He  said  rebating  would  be  possible  under  the  proviso 
of  section  21  which  representatives  of  the  shippers  have  agreed 
shall  be  eliminated  from  the  bill.  He  said  section  20a  would 
work  particular  injury  to  the  carriers  in  Western  territory  be- 
•cause  the  freight  houses  there  were  constructed  only  to  handle 
1.  c.  1.  traffic  and  that  no  carload  freight  was  loaded  through 
the  freight  houses. 

Mr.  Dulany  said  if  the  bill  were  to  be  passed,  section  2 
should  be  amended  to  provide  for  three,  instead  of  two,  distinct 
forms  of  bills  of  lading,  the  third  being  the  live  stock  and  live 
poultry  contract  form.  He  also  asked  that  the  carriers  be  not 
required  to  issue  order  bills  cf  lading  on  either  live  stock  or 
live  poultry.  He  said  he  had  never  heard  of  a  request  for  an 
order  bill  of  lading  on  live  stock. 

As  to  section  3a,  he  suggested  that  the  word  "uniform"  be 
inserted  before  "straight  bill  of  lading"  and  "order  bill  of 
lading,"  his  idea  being  that  that  would  remove  ground  for  dis- 
pute. He  objected  to  the  last  proviso  of  the  section  providing 
that  a  carrier  shall  not  be  required  to  issue  a  straight  bill  of 
lading  covering  ocean  carriage,  because  the  "ocean  carriage" 
was  not  defined.  He  said  that,  for  instance,  the  Ocean  S.  S.  Co. 
carried  traffic  from  the  southeast  to  New  York  and  that  this 
traffic  usually  moved  on  straight  bills  of  lading. 

Section  20a,  he  said,  was  not  justified  and  would  call  for 
very  heavy  expense  on  the  part  of  the  carriers. 

"Mr.  Chandler  said  this  section  would  not  increase  the  ex- 
penses of  the  carriers,"  said  he.  "I  say  it  will." 

He  said  section  21  was  "exceedingly  objectionable"  and  that 
there  was  no  requirement  that  could  be  imposed  on  the  carriers 
that  would  increase  the  expenses  of  the  carriers  more  that  that 
would. 


CLASS  RATE  TARIFFS  SUSPENDED 

The   Traffic   World    Washington   Bureau 

An  attempt  to  go  back  to  the  basis  of  rates  in  1908  has  been 
stopped,  for  the  time  being,  by  the  Commission,  In  I.  and  S.  No. 
1525,  in  which  it  suspended,  from  April  20  to  August  18,  all 
the  schedules  in  W.  J.  Kelly's  I.  C.  C.  No.  1206,  and  supplement 
No.  1  thereto,  filed  to  become  operative  April  20.  In  those 
schedules  Kelly  proposed  increases  in  class  rates  from  St.  Louis, 
East  St.  Louis,  and  other  points  in  Illinois,  Indiana  and  Kentucky 
to  destinations  on  the  Chesapeake  &  Ohio  in  Kentucky,  Ohio,  and 
West  Virginia. 

Kelly  did  not  propose  to  restore  1908  rates.  He  merely  pro- 
posed to  restore  the  class  rates  to  the  combination  basis  in 
effect  in  that  year  by  taking  the  rates  of  1908  and  then  adding 
to  them  what  he  conceived  to  be  the  increases  authorized  by  the 
five  and  fifteen  per  cent  cases,  General  Order  28  and  Ex  Parte  74. 

The  Commission  raised  two  questions  in  connection  with 
the  proposal.  The  first  was  as  to  whether  the  old  combination 
basis  was  the  proper  one  to  use,  and  the  second,  whether  Kelly 
in  making  his  additions  to  the  present  rates,  had  figured  prop- 
erly. The  men  who  handled  the  case  up  to  the  suspension  point 
came  to  the  conclusion  that  he  had  got  his  figures  mixed,  be- 
cause he  used  the  Cincinnati  instead  of  the  Louisville  combina- 
tion, and  thereby  obtained  rates  to  branch  line  points  in  the 
states  mentioned  higher  than  the  permissions  in  the  cases  men- 
tioned would  warrant.  The  typical  rates,  present  and  proposed 
cited  by  the  Commission  to  show  what  Kelly  proposed  were  as 
follows: 


To 

Bradys.  W.  Va.  1 

Pres 144 

Pro 161 

Logan,  W.   V.-i. 

I'r.'S Ifi6% 

Pro 164%     138 

Lorkwood.  Ky. 

Pres 131% 

Pro 143 


Class  Rates  in  Cents  Per  100  Pounds. 
From  St.  Louis,  Mo. 


2 
123 
136 

3 

94% 
107 

4 
67 

78 

5 

r.4% 

55 

6 
43% 
42 

R25 
105 

116 

R  26 
75% 
85% 

138% 

109 
108 

76% 
78 

63V. 
57% 

17 
42 

120% 
118 

87% 
86% 

109 
117 

84% 
93% 

59% 
71% 

49% 
50% 

38% 
39% 

93 
99% 

68 
75 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


PAYMENT  OF  CLAIMS 

Editor  The  Traffic  World: 

Recently  you  printed  a  letter  from  us  in  the  Open  Forum 
concerning  prompt  payment  of  overcharge  claims.  We  are 
pleased  to  note  that  this  article  was  read  by  parties  handling 
overcharge  claims  on  various  railroads  and  believe  that  some 
improvement  will  be  made  by  conscientious  railroad  employes. 

Another  Instance  of  efficiency  along  this  line  may  be  noted 
from  the  following  example: 

On  March  21.  1922.  agent  of  the  C.  £  X.  W.  Ry.  at  Cowrie, 
la.,  collected  freight  charges  on  a  car  of  fir  lumber  on  a  weight 
of  100.000  pounds,  when  track  scale  weight  was  only  81.500 
pounds,  resulting  in  an  overcharge  of  $13.",  or,  Freight  bill  was 
received  by  us  on  April  7  and  we  immediately  flled  claim  with 
J.  8.  Fox.  A.  F.  O.  C.  of  the  C.  A  N.  W.  Ry.  at  Chicago.  Claim 
arrived  at  his  office  the  morning  of  April  10  and  by  noon  the 
same  date  it  was  passed  for  payment  and  voucher  ready  to 
mall  out  the  following  night. 

This  is  real  service  that  carriers  often  do  not  receive  due 
credit  for  giving,  but  it  generally  comes  back  to  them  in  the 
way  of  competitive  tonnage  being  routed  via  their  lines.  Instead 
of  the  road  that  Is  dilatory  in  their  manner  of  handling  .claims. 
All  carriers  appear  to  be  about  In  the  same  class  as  to  the 
number  of  errors  made  In  collecting  freight  charges,  but  It  IK 
patent  that  no  shipper  would  favor  a  road  with  tonnage  that  Is 
rated  as  slow  pay  in  adjusting  overcharges  that  might 
occur,  as  against  the  road  that  actually  pays  claims  promptly. 
Nebraska  Bridge  Supply  A  Lumber  Co.. 
By  A.  V.  Kuholm. 

Omaha,  Neb..  April  17.  1922. 


PAYMENT  OF  CLAIMS  BY  R.  R.  A. 

James  C.  Davis.  Director-General, 

Railroad   Administration. 
Washington.  I> 

At  a  recent  meeting  of  the  traffic  committee  of  this  board, 
the  attitude  of  the  V.  S.  Railroad  Administration  was  fully  con- 
sidered. In  relation  to  the  payment  of  meritorious  loss  and 
damage  claims  which  resulted  during  the  period  of  federal  con- 
trol, on  which  suits  were  not  filed  prior  to  midnight,  Febru- 
ary 28th. 

It  Is.  perhaps.  Impossible  for  this  committee  to  present  for 
your  consideration  any  new  feature  or  thought  on  this  subject, 
but  we  desire  to  emphasise  some  view*,  whether  new  or  old, 
which  we  believe  should,  and.  If  seriously  considered,  we  are 
c-onfldent,  will,  determine  your  decision  In  favor  of  the  payment 
of  these  meritorious  claims. 

There  Is  no  provision  of  law  which  prohibits  the  payment 
of  such  meritorious  claims.  The  Idea  of  refusing  payment  of 
*uch  rlalms  originated  with  the  provision  of  the  bill  of  lading, 
which,  of  Itself,  was  not  warranted  or  required  by  any  law,  by 
which  the  obligation  was  Imposed  upon  the  claimant  to  bring 
suit  for  a  claim  within  a  period  of  two  years  and  one  day.  Dur- 
ing the  summer  nf  1919.  certain  railroads,  taking  advantage  of 
this  provision  of  the  bill  of  lading,  set  up  the  contention 
the  bill  of  lading,  being  a  legal  document,  all  of  Its  provisions 
'•sal  and  binding,  which  may  be  conceded.  Arguing  from 
that  premise,  the  railroads  referred  to.  construed  this  two  year 
nnd  one  day  provision  to  suit  their  own  purposes  and  assumed 
and  declared  that  it  prohibited  the  payment  of  any  claim  for 
which  no  suit  had  been  instituted.  This  contention  the  Rail- 
road Administration  refused  to  arqul*«ee  In  until  these  cer- 
tain railroads  served  notice  on  the  Railroad  Administration 
that  they  would  not  honor  any  payments  made  by  the  Railroad 
Administration  of  loss  and  damage  claims  on  which  no  suit  had 
nMltuted  within  two  years  and  one  day.  The  Railroad 
Administration  was  then  forced,  though  relurtantly.  we  were  in- 
formed, to  acquiesce  In  the  attitude  of  such  railroads. 

In  the  meantime,  however,  the  matter  of  this  contention  of 
the  railroads  had  been  taken  under  consideration  by  Congress. 
It  was  fully  considered  by  Mr  E.«ch  and  his  committee.  It  wax 
also  fully  considered  by  Senator  Cummins  and  his  committee. 
80  that  when  the  House  Committee  r  •'•«•  Ksch  bill  to 

the  House  which  It  passed,  and  the  Senate  Committee  reported 
••ill  to  tin-  S»nate,  which  It  passed,  both  bills, 
although  radically  different  in  most  of  the  other  provisions,  con- 
islned  thp  identical  provision  by  which  this  construction,  which 
the  railroads  had  put  upon  the  two  year  and  one  day  provision 


of  the  bill  of  lading  was  emphatically  repudiated  by  the  enact- 
ment in  transportation  act,  1920,  of  this  identical  provision,  which 
was  in  both  the  House  and  Senate  bills,  viz.:  See  Interstate 
Commerce  Act,  Section  20,  Subdivision  11  (near  end  thereof), 
"Provided  further,  that  it  shall  be  unlawful  for  any  common 
carrier  to  provide  by  rule,  contract,  regulation  or  otherwise,  a 
shorter  period — for  the  institution  of  suits  than  two  years,  such 
period  for  institution  of  suits  to  be  computed  from  the  day  when 
notice  in  writing  is  given  by  the  carrier  to  the  claimant  that 
the  carrier  has  disallowed  the  claim  or  any  part  or  parts  there- 
of specified  in  the  notice." 

The  enactment  of  this  provision  by  Congress  leaves  no  room 
whatever  for  adhering  to  the  contention  that  claims  for  which 
no  suit  has  been  started  cannot  be  paid. 

This  provision  is  now  the  law  and  is  a  part  of  the  bills  of 
lading  since  adopted  and  now  in  force. 

The  force  of  the  facts  herein  stated  should  not  be  and  can- 
not t>e,  overlooked,  for  It  cuts  from  under  the  railroads  and  the 
Railroad  Administration  any  ground,  other  than  the  merest 
technicality  for  refusing  to  pay  meritorious  claims  for  which 
suit  has  not  been  brought.  This  provision  of  transportation  act, 
1920,  was  enacted  by  Congress  for  the  express  purpose  of  un- 
reservedly repudiating  the  contention  of  the  railroads  in  this 
respect,  and  Congress  passed  this  provision  notwithstanding  the 
decision  of  the  Interstate  Commerce  Commission  in  the  Decker 
case. 

There  is  another  consideration  which  should  have  deciding 
weight  with  you  in  this  matter,  viz.:  the  fact  that  a  very  large 
proportion  of  claims  for  loss  or  damage  are  too  small  individ- 
ually to  warrant  a  claimant  to  bring  suit  for  them.  The  con- 
tention of  the  railroads  referred  to,  by  which,  if  In  Id  valid,  such 
claims  would  be  outlawed,  is  in  line  with  the  policy  of  some 
railroads  thus  to  take  unfair  advantage  of  the  claimant,  know- 
ing that  it  would  not  pay  the  claimant  to  bring  suit  for  these 
small  claims  and  the  railroad  by  neglecting  to  pay  them  with- 
in two  years  and  one  day,  would  iht  r<-l>\  outlaw  all  these  small 
claims.  This  sharp  practice  policy  of  avoiding  just  obligations 
has  been  repudiated  by  Congress  by  the  law  which  makes  it  im- 
possible for  railroads  to  outlaw  a  claim  in  that  way.  and  this 
law  stamps  such  practice  as  reprehensible  in  a  railroad.  It  can- 
not be  denied  that  it  is  equally,  or  more,  reprehensible  for  the 
Railroad  Administration  to  take  advantage  of  the  technicality 
and  refuse  to  pay  meritorious  claims  because  the  time  has  passed 
»ithln  which  a  suit  may  be  brought  or  because  it  would  not  pay 
the  claimant  to  bring  a  suit. 

This  so  clearly  resolves  the  matter  of  these  claims  into 
debts  of  honor  which  cannot  be  avoided  except  upon  a  mere 
technicality,  that  the  Railroad  Administration,  if  it  desires  to 
maintain  a  record  for  honor  in  its  dealings  with  the  public,  will 
of  necessity  waive  the  technicality  and  honor  all  just  and 
infi  itorlous  claims. 

Frank  S.  Gardner,  Secretary, 
New  York  Board  of  Trade  and  Transportation. 

NHW  York.  April  17,  1922. 


CAR  DEMURRAGE  PREVENTION 

Editor  The  Traffic  World: 

The  following  constitutes  the  A  B  C  of  car  demurrage  pre- 
vention, which.  If  carried  out   will   save  shippers   considerable 
expense. 
A — delay  in  loading  or  unloading  a  car  decreases  the  available 

supply  and  Increases  your  demurrage. 

•  •fore  your  cars  are  spotted,  have  your  stuff  ready  for  loading. 
C — ars  are  built  for  transportation,  not  for  storage.    Please  don't 

forget  this,  as  It  is  very  important. 

D — on't  let  cars  get  rusty  or  flat  wheels  standing  so  long. 
E — very  car  unloaded  makes  another  empty,  which  someone  is 

waiting  for. 

F — ree  time  on  a  car  should  not  be  used  unnecessarily. 
0 — et    your   cars   loaded    or   unloaded    promptly.      It   gives    you 

credit  on  the  average  plan. 
H — urry    the    release   of   all    cars,    thereby   avoiding   demurrage 

charges. 

I — f  you  delay  cars,  please  don't  complain  of  shortage. 
J — ust  use  a  little  more   effort   in   loading  and   unloading  cars. 

It  will  pay. 

K — eep  cars  moving.     They  earn  more  for  all  concerned. 
I. — et's  cooperate  in  this  matter.     Idle  cars  earn  nothing. 
M — aklng  cars  empty  hplps  you  as  well  as  the  other  fellow. 
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X — otify  the  agent  soon  as  cars  are  released;   sooner  if  it  will 

make  you  hurry. 
O — ne  mile  an  hour  is  about  the  average  movement  of  a  freight 

car.    Are  you  keeping  it  standing? 
P — lease  do  not  complain  of  shortage  of  cars,  if  you  are  delaying 

them. 

Q — uick  action  gets  cars  loaded  and  unloaded. 
R — usty  or  flat  wheels  are  caused  by  no  action. 
S — torage  should  be  confined  to  warehouses,  hot  cars. 
T— ell  the  other  fellow  how  to  avoid  demurrage. 
U — nload  cars  promptly,  thereby  protecting  your  credits. 
V — im  and  vigor  will  accomplish  much  in  releasing  cars. 
W — hen  the  wheels  turn,  the  cars  earn. 
X — pect  good  service  by  giving  the  same. 

Y — ou  should  make  every  effort  to  expedite  the  movement  of  cars. 
Z — ealous  watchfulness  in  the  handling  of  cars  will  save  many 

a  dollar. 

G.  W.  Collins,  Freight  Agent, 

Pennsylvania  System. 

Steubenville,  Ohio,  April  19,  1922. 


ol'-way,  equal,  according  to  published  reports,  to  the  area  of 
the  13  original  colonies.  It  they  had  to  pay  rental  for  this  now 
or  buy  this  land  from  ilio  government  on  the  same  basis  as 
>ou  Hunk  tin-  liamr  lim-  should  do  now,  most  of  them  would 
not  have  a  sou  left. 

It  is  with  prca;   pleasure  that  we  give  you  figures  of  Missis- 
sippi barge  line  operation: 

.lANTAKY    1.    1921— MARCH   1,    1922. 
Total  tonnage,  563,211. 

Gross  revenue    $2,164,270.09 

Gross  expenses    1,559,423.72 


FAR  SEEING  CONGRESSMEN 

Editor  The  Traffic  World: 

We  wish  at  this  time  to  take  exception  to  the  sentiments 
expressed  in  your  editorial  entitled'  "Money  for  Rivers  and  Har- 
bors," in  the  April  issue  of  The  Traffic  World.  We  do  not 
consider  it  "bunk"  when  the  congressmen  show  logical  and  con- 
clusive reasons  why  the  rivers  and  harbors  appropriation  should 
be  increased  from  27  to  42  millions  of  dollars.  In  reality,  much 
more  is  needed  and  should  be  increased  in  order  to  relieve  the 
railroads  as  much  as  possible  from  future  congestion.  Theirs 
is  a  broad-minded  and  pot  a  narrow  view,  and  it  is  unusual 
for  a  Congress,  as  a  rule,  to  see  with  so  much  clarity  into  th-:> 
future  and  take  steps  accordingly  to  relieve  the  public  from 
future  distress  and  which  is  bound  to  come  and  which  state- 
ment can  be  -proved  by  recent  railroad  history. 

Quoting  from  a  recent  speech  by  Congressman  Newton  of 
St.  Louis,  we  note  the  following: 

I  am  also  advised  that  Vice-Preseident  Elisha  Lee,  of  the  Pennsyl- 
vania R.  R.  Co.,  in  a  speech  recently  before  the  Manufacturers'  Asso- 
ciation of  Philadelphia,  made  a  statement  which,  among  other  things, 
contained  the  following:  "Traffic  on  our  American  railroads,  meas- 
ured in  ton  miles,  doubles  about  once  in  a  decade,  or  possibly  a  little 
longer.  The  next  time  our  country  has  a  real  revival  in  business  we 
shall  in  all  probability  be  confronted  with  the  most  severe  congestion 
of  railroad  traffic  and  the  greatest  inadequacy  of  railroad  facilities 
ever  experienced  in  our  history.  When  that  happens  rates  will  be  lost 
sight  of.  Every  one  will  be  clamoring  for  service,  and  our  public 
highways  will  again  be  torn  to  pieces  by  huge  truckloads  of  freight 
carried  over  roadways  never  designed  for  such  purposes,  and  at  ft 
and  costs  of  operation  so  high  as  to  constitute  gross  economic  waste. 
Then  business  men  will  not  be  bothering  themselves  much  about  rates. 
All  they  will  be  thinking  about  will  be  how  to  get  transportation  at 
any  price." 

In  the  face  of  these  gloomy  forebodings  proclaimed  by  high  rail- 
road officials;  in  the  face  of  their  admission  that  when  business  con- 
ditions improve  they  will  not  be  able  to  meet  the  demands  of  com- 
merce; in  the  face  of  their  promise  of  still  higher  rates,  and  with  our 
knowledge  that  their  predictions  are  well  founded,  how  can  any  mem- 
ber justify  himself  in  failing  to  support  adequate  appropriations  for 
the  improvement  of  our  waterways  so  that  we  may  have  facilities 
sufficient  for  our  slow  freight  at  least. 

In  our  perusals  of  The  Traffic  World  recently  we  have  fol- 
lowed with  great  interest,  as  have  all  shippers  or  users  of  the 
railroads,  the  testimony  as  given  at  the  rate  hearing  just  fin- 
ished before  the  Interstate  Commerce  Commission  at  Washing- 
ton. One  big  railroad  official,  we  believe,  stated  at  this  hearing 
that  in  all  probability  no  more  trunk  rail  lines  would  be  con- 
structed in  this  country.  If  this  be  true,  how  in  the  name  of 
common  sense  is  our  freight  to  be  moved  as  our  country  be- 
comes more  and  more  developed?  If  rail  lines  were  congested 
during  normal  times  before  the  war,  what  will  they  be  when 
our  country,  as  generations  come  and  go,  commence  to  approach 
the  density  of  population  which  exists  in  Europe  today?  What 
would  Europe  be  without  her  splendid  waterways,  Germany  in 
particular?  What  enabled  Germany  to  monopolize  trade  in  cer- 
tain lines,  all  over  the  world,  such  as  dyes,  toys,  certain  chem- 
icals and  others?  Her  cheap  labor,  for  one  thing,  and  her 
waterways,  and  thus  a  cheaper  transportation,  for  another.  We 
have  In  our  rivers  the  facilities  to  develop  a  much  more  splen- 
did system  of  waterways  than  any  other  country  in  the  world, 
and  it  is  criminal  to  neglect  them  when  we  know  that  they 
will  be  so  badly  needed  in  the  not  distant  future. 

In  the  February  11  issue  of  The  Traffic  World,  in  a  footnote 
to  an  article  written  by  the  writer,  you  mention  the  fact  that 
the  writer  did  not  get  the  point  of  view  of  The  Traffic  World 
and  others,  which  was  that  the  barge  line,  not  paying. rent  for 
the  use  of  the  water  flowing  down  the  valley,  could  not  be 
considered  as  making  money.  We  believe  it  absolutely  unjust 
that  any  citizen  of  this  country  should  pay  a  rental  for  a  right- 
of-way  furnished  by  our  Maker.  It  is  true  a  rental  should  be 
paid  for  use  of  terminals,  boats,  etc.,  and  this  the  Mississippi- 
Warrior  barge  line  is  doing  and  showing  a  profit  besides.  You 
will  recall  also,  no  doubt,  that  when  our  railroads  were  in  their 
Infancy  this  government  gave  them  millions  of  acres  in  right 


Front    *    204,463.37 

(Rental  for  use  of  water  not  considered.) 

This,  we  think,  is  a  splendid  showing  In  the  face  of  limited 
equipment,  limited  rate  agreements,  and  cut-throat  competition 
by  the  carriers  where  rate  agreements  do  exist. 

Jas.  H.  Forbes  Tea  &  Coffee  Co., 

C.  W.  Shamel,  Traffic  Mgr. 
St.  Louis,  Mo.,  April  18,  1922. 


SIMPLIFICATION  OF  TARIFFS 

Editor  The  Traffic  World: 

Several  articles  have  been  submitted  under  the  caption, 
"Simplification  of  Tariffs,"  in  the  Open  Forum  of  your  publica- 
tion. 

A  good  example  of  this  presents  itself  in  Transcontinental 
Freight  Bureau  Westbound  Tariff  No.  1-T.  On  the  front  cover 
of  this  tariff  it  reads:  "Only  three  supplements  to  this  tariff 
will  be  in  effect  at  any  time,  except  as  provided  for  in  rule  22, 
page  116." 

Supplement  No.  27  to  this  tariff,  issued  February  8  and 
effective  March  31,  states  that  supplements  Nos.  5,  12,  13,  17,  19, 
20,  21,  22,  25  and  27  contain  all  changes  from  the  original  tariff 
that  are  effective  on  the  date  hereof,  and  that  supplements  Nos. 
10,  12,  14  and  17  contain  arrangements  under  suspension. 

This  is  quite  an  array  of  supplements  and  evidently  is 
quite  a  diversion  from  the  three-supplement  rule.  No  doubt 
some  of  the  Open  Forumites  would  like  to  start  a  discussion 
regarding  same,  although  it  does  look  as  though  they  have  fur- 
ther complicated  tariffs  instead  of  simplifying  them  since  the 
agitation  began  on  this  subject. 

Racine,  Wis.,  April  15,  1922.  A.  Parker. 


SHIP  SUBSIDY 

Editor  The  Traffic  World: 

Permit  me  to  congratulate  you  on  your  position  in  regard 
to  the  ship  subsidy.  I  have  been  following  this  question  closely, 
during  the  recent  months  and  I  desire  to  state  that  your  articles 
appearing  in  various  issues  of  The  Traffic  World  express  my 
own  thoughts  on  the  subject  far  better  than  I  could  possibly 
express  them  myself. 

I  may  have  the  wrong  idea  entirely  of  this  national  ques- 
tion, but  I  cannot  understand  that  Mr.  Lasker's  merchant  marine 
will  produce  all  the  results  he  seems  to  believe  it  capable  of 
producing.  It  is,  I  believe,  a  known  fact  that  our  "sea-going" 
men  are  the  highest  paid  of  any  nation  operating  ships.  How 
is  Mr.  Lasker  going  to  operate  his  ships  in  competition  with 
foreign  bottoms  when  those  competitors  are  equipped  with  very 
low  paid  help  and  are  thus  enabled  to  cut  rates  to  such  an 
extent  as  to  put  our  American  bottoms  entirely  out  of  the  busi- 
ness unless  operated  at  a  huge  deficit?  Surely  our  Shipping 
Board  head  should  realize  that  our  business  minds  are  not  look- 
ing for  an  opportunity  to  spend  money  unnecessarily  to  get 
their  products  across  the  water.  Were  it  possible  to  meet  this 
foreign  competition  and  realize  something  on  the  huge  invest- 
ment necessary,  then  we  could  say  to  Mr.  Lasker  that  our  sup- 
port in  its  entirety  was  back  of  him. 

I  believe  we  all  agree  that  our  government  has  made  some 
rather  expensive  blunders  during  the  past  recent  years  in  view 
of  which  I  cannot  see  why  we  should  subscribe  to  another,  the 
result  of  which  is  so  apparent.  For  my  own  company  I  can 
say  that  the  water  line  able  to  furnish  us  with  best  rates  con- 
sistent with  service  will  surely  secure  movement  of  our  foreign 
tonnage,  be  it  Swedish,  English,  Dutch,  or  any  other  friendly 
flag  under  which  it  operates. 

C.  Leland  Smith,  Traffic  Manager, 
Oregon  Growers  Cooperative  Association. 

Salem,  Ore.,  April  13,  1922. 


USE  OF  OLD  BILLS  OF  LADING 

Editor  The  Traffic  World: 

Having  read  with  interest  the  various  articles  published  in 
your  Open  Forum  relative  to  extending  the  time  limit  for  tho 
use  of  the  old  bill  of  lading  form,  we  heartily  indorse  the  state- 
ment made  by  W.  J.  Schultz,  traffic  manager  of  the  I.  J.  Cooper 
Rubber  Company,  in  the  Open  Forum  of  March  25. 

This  company  (as  well  as  a  great  many  shippers  in  this 
territory),  for  many  years  has  made  it  a  practice  to  furnish  its 


April  22,  1922 


THE    TRAFFIC    WORLD 


891 


own  bills  of  lading,  notwithstanding  the  fact  that  it  is  being 
done  at  a  considerable  expense.  At  the  present  time  we  hold 
a  stock  of  forms  sufficient  to  carry  us  for  several  years,  using 
at  the  rate  of  30  to  40  of  each  form  daily.  These  forms  are 
printed  to  best  suit  our  shipping  needs,  and  found  to  be  a  con- 
ice  not  only  to  ourselves  but  the  railroads  as  well. 

It  Beems  to  me  that  the  railroads,  throueh  Mr.  Collyer. 
should  be  urged  to  accept  the  present  form  of  lading,  as  changed 
by  the  use  of  the  proper  rubber  stamp  (as  authorized  for  use 
up  to  July  1). 

From  a  legal  standpoint,  I  have  seen  no  argument  advanced 
up  to  this  time  as  to  why  the  old  form  of  bill  of  lading  must 
be  discarded  July  1,  provided  that  the  forms  are  properly  in- 
dorsed by  the  shippers  and  railroads,  either  through  the  means 
of  a  revised  rubber  stamp,  or  the  one  now  in  use.  It  seems 
to  me,  if  the  consignor  agrees  to  accept  all  the  conditions  a« 
printed  in  full  in  the  current  Consolidated  Classification,  that 
the  changes  as  provided  for  In  the  new  form  of  bill  of  lading 
would  be  covered,  and  that  both  the  shipper*  and  carriers 
would  be  fully  protected. 

Should  very  much  like  to  see  the  subject  fully  considered 
and  the  proper  action  taken  by  all  shippers,  BO  as  to  fortify 
against  an  enormous  loss  which  would  be  forced  on  the  public 
by   thr  enforcement  of  the  uniform  bill  of  lading  commit- 
order. 

Coplay  Cement  Mfg.  Company, 
\V    F    Nagle.  Traffic  Manager. 

Coplay,  Pm.,  April  13,  1922. 

Editor  The  Traffic  World: 

The  shippers  throughout  the  United  State*  have  made  a 
vigorous  protect  to  the  Interstate  Commerce  Commission  on 

limitation  of  time  allowed  In  which  to  dispose  of  their  old 
forms  of  bills  of  lading— viz..  July  1.  1' 

We  believe  that  the  shippers  could  accomplish  a  great  deal 
more  if  th«>y  secured  the  co-operation  of  the  carriers  In  their 
protests  to  the  Commission,  and.  with  that  end  In  view,  we 
have  written  the  general  freight  agents  of  the  Western  Trunk 
IJne  Association,  asking  them  to  take  the  matter  up  at  their 
first  meeting,  which,  we  understand,  will  be  held  in  Chicago 

It  is  our  opinion  that  If  the  shippers  insist  on  tendering 
the  old  bill  of  lading  an  a  "memorandum  of  shipment"  and 
requesting  the  carrier  to  Issue  a  bill  of  lading  therefor,  the 
increased  burden  on  the  carriers  would  force  them  to  take 

act 
We  attach  our  letter  to  the  railroad  officials. 

Winston.  Harppr.  Fisher  Co., 
A.  Scott  Dahl.  Traffic  Manager 
Minneapolis.  April  18.  1922 


As  you  no  doubt  nre  •war' 
nude  vigorous   protect*  n«nlm 

lut  means  a  wi 

[Mrs  of  :: 


ppers  of  il.'    I 'mini  States  In 
I  lowed 

•  line,     Limiting 
undrada  of  thousand*  of  doll 
present   p- 


nd  •-«    wnsto    nhould    tie 

»  an  extension  of  time   In  authorized.   It   I*  our  intention   to 
'   of  Mil  "f  lading  ••  a  mcinor»ndum  of  uhlp 

of  lading  ' 

•o    r'Kiiln:  ''i-rn    to    Issue    n 

line  for  Rood*  ti-ndend  for  transportation.     Th<rr 
tranri  '••«   In  the  clasalflrn- 

le  si.,  a   uniform   bill   of  lading  cov- 


•    •  • 

•     .  ! 


;larii  an  *4^^l 
•  ssarily   t 
to   handle    this    branch   of    th' 
Impoee  nny   unnecessary  hardship* 
protection  we  are  comnellvd  to  take  this  p 


nn  the  carriers  as 

riral    force 

our    Intention    to 

tnit   for  our  own 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  Is  the  loclr.il  medium  for  getting  the 
mon  and  the  positions  In  touch  with  enrh  other  The  rates  for 
ri:i.««in<-d  advertisements  are  as  follows:  First  Insertion.  $1.00  per  line. 
minimum  charge  IJ.OO:  succeeding  Insertions,  per  line.  SOc:  10  words  to 
the  line:  numbers  and  abbreviations  counted  as  words:  (  point  type: 
payable  In  advance.  Answers  to  keyed  advertisements  forwarded  free 
•  nd  all  correspondence  held  In  strict  confidence.  THK  TRAFFIC 
WORLD.  411  South  Market  Street,  Chicago.  Ill 

POSITION  WANTED— A  hl(thlv  •ucccMful  truffle  man.  brond  rx- 
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What  we  had  in  mind  in  writing  you  was  to  emphasize  the  fact 
of  the  large  additional  expense  to  which  the  carriers  would  be  sub- 
jected, which  can  be  prevented  by  an  extension  of  time. 

It  appears  to  us  that  if  the  certificate  stamp  usexj  on  old  bills 
of  lading  up  to  July  1st  is  legal  and  protects  the  carrier  and  the 
shipper,  that  the  same  methods  will  function  properly  on  shipments 
subsequent  to  July  1st — it  is  simply  a  matter  of  "red  tape"  that  should 
be  remedied. 

Will  you  not  please  take  this  matter  up  at  the  next  meeting  of 
the  General  Freight  Agents'  Association  of  the  Western  Trunk  Lines, 
with  a  view  of  placing  the  matter  before  the  classification  committee 
or  the  Interstate  Commerce  Commission,  appealing  for  an  extension  of 
time  until  January  1st,  1323. 

\\ ,  l.rl  i-ve  you  will  have  a  good  argument  on  the  additional 
expense  which  will  be  created  on  account  of  the  July  1st  limitation. 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 


•'>  AuaculMo  .nJ  American  Chain  •>  W«r.bi..n 


B.  R.  &  P.  WAREHOUSE,  Inc. 


The  Logical  Distributing  Point 
for  the  Southwest 

General  Merchandise,  Furniture  and  Household  Goods, 

Storage  and  Forwarding. 
Light  and  Heavy  Hauling.     City  Deliveries,  Etc. 

Motor  Equipment. 

Pool  Car  Distributing  and  Forwarding. 
Free  Switching  on  Carload  Lots. 

Caddo  Transfer  and  Warehouse  Company,  Inc. 

615  Market  Street,   Shreveport,  Louisiana 
P.  O.  Box  No.  62 


Greater  speed,  greater 
power,  longer  life,  lower 
operating  cost,  quicker, 
fewer  repairs  —  all  may 
be  demonstrated — not  on 
paper  —  on  the  road. 


Pierce -Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  $3200      3  1-ton  $4350     5-ton  $4850    fully  equipped 
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ami    this,    in    addition    to   tin-   mnm-rous   proli-sts   from   shippers  should 

some  iiiilufiu'f  with  the  proper  authorities. 

\\ .  mist  you  will  take  the  matter  up  ut  your  first  meeting,  as 
prompt  and  concerted  action  is  necessary. 

Editor  The  Traffic  World: 

After  going  into  the  matter  thoroughly,  we  think  it  is  very 
unlikely  that  the  railway  companies  will  agree  to  an  extension 
of  time  in  which  the  old  forms  of  bills  of  lading  would  be 
accepted  by  them  from  the  shippers  as  the  proper  documents 
for  them  to  sign. 

After  receiving  the  Commission's  announcement  (No.  4844) 
of  February  1  we  took  the  matter  up  with  Mr.  R.  N.  Collyer, 
chairman  of  uniform  bill  of  lading  committee,  and  Mr.  R.  C. 
Fyfe,  chairman  of  the  Western  Classification  committee,  and 
from  their  replies  we  feel  there  will  be  no  extension  of  time 
after  July  1. 

The  point  that  we  wish  to  call  to  the  attention  of  shippers 
is  not  the  extension  of  time  for  the  use  of  old  bills  of  lading, 
but  whether  or  not  the  carriers  will  refuse  to  sign  a  bill  of 
lading  tendered  by  a  shipper  which  was  of  an  unusual  size  or 
style,  as  most  of  the  larger  shippers  of  the  country  use  a  special 
printed  bill  of  lading  form,  it  is  important  to  see  that  the  new 
form  that  they  get  correspond  with  the  form  of  the  lawfully 
published  and  filed  bill,  or  have  a  clear  understanding  with 
the  carriers  that  they  will  accept  forms  of  an  unusual  size  or 
style. 

We  wish  to  Quote  in  part  from  the  Commission's  announce- 
ment No.  4844,  which  reads: 

It  would  seem  that  a  carrier  could  refuse  to  use  a  bill  of  lading 
tendered  by  a  shipper  which  was  of  an  unusual  size  or  style,  or  did 
not  correspond  with  the  terms  of  the  lawfully  published  and  filed  bill. 

While  this  is  a  question  to  be  determined  by  the  courts  it  would 
further  appear  that  the  terms  and  condtions  of  the  appropriate  bill 
lawfully  published  and  filed  would  govern  shipments  subject  to  the 
Interstate  commerce  act,  regardless  of  what  bill  was  actually  issued, 
or  of  a  possible  failure  to  issue  a  bill.  In  this  connection  it  may  be 
stated  that  a  number  of  requests  have  been  received  for  permission 
to  use  old  bills  of  lading:  or  forms  with  no  conditions  printed  thereon, 
with  a  reference  to  the  bill  lawfully  published  and  filed.  Correspond- 
ing objections  to  such  a  practice  have  been  made. 

The  utmost  the  Commission  could  do  would  be  to  indicate  that  it 
approved  or  did  not  approve  of  such  a  practice. 

The   Brown   Fruit  Company, 
By  E.  P.  Ryan,  Traffic  Manager. 
Grand  Island,  Neb.,  April  13,  1922. 


TRACER   SERVICE 

Editor  The  Traffic  World: 

I  notice  in  your  issue  of  April  15,  page  825,  under  heading. 
"Tracer  Service,"  criticism  from  W.  C.  Sauer,  traffic  director 
of  Koehring  Company,  Milwaukee,  in  which  he  criticizes  the 
New  York  Central's  inability  to  furnish  out  records  from  Porter, 
in  connection  with  the  E.  J.  &  E. 

This  condition  certainly  does  not  prevail  in  this  city.  I 
consider  it  a  pleasure  to  do  business  with  the  New  York  Cen- 
tral's representatives,  both  on  carload  and  L,  C.  L.  shipments, 
as  no  effort  is  spared  on  their  part  in  furnishing  out  or  in  bound 
records,  either  on  telephone  or  letter  requests. 

M.  T.  Harvey,  Traffic  Manager, 

Wagner  Electric  Mfg.  Co. 

St.  Louis,  Mo..  April  18,  1922. 


CANNED  MILK  IN  WISCONSIN 

Although  the  amount  of  reparation  asked  by  the  complain- 
ants in  No.  13148,  Wisconsin  Dairy  Products  Co.  vs.  Director- 
General,  hearing  in  which  was  held  before  Examiner  Gault,  in 
Chicago,  April  17,  was  $85.54,  the  actual  sum  over  which  the 
controversy  existed  was  $52.28.  The  remaining  $33.26  was 
straight  overcharge,  caused  by  the  assessment  of  19  and  20 
cent,  rates  on  cars  of  canned  milk  moving  from  Stoughton  to 
Racine,  Wis.,  during  a  period  when  the  legal  rate  was  16  cents 
and  was  so  admitted  to  be  by  the  Director-General. 

The  additional  feature  of  the  case  was  the  fact  that  Armour 
&  Co.  alleged  that  the  16-cent  fifth  class  rate  was  unreasonable, 
to  the  extent  that  it  exceeded  a  rate  of  10%  cents  subsequently 
established,  and  the  difference  between  those  two  rates  made 
up  the  balance  of  the  reparation  asked.  Two  cars  were  involved. 
Tln>y  moved  in  November,  1918.  Efforts  were  made  to  settle 
the  matter  on  the  informal  docket,  according  to  Paul  E.  Blanch- 
iird,  attorney  for  the  packing  company,  but  his  company  and 
i  In-  Railroad  Administration  could  not  get  together,  so  the 
Commission  was  called  upon  to  take  testimony  and  decide  the 
question. 


RATES  TO   POINTS   IN   SOUTH 

The  carriers  will  hold  a  public  conference  with  Central 
Freight  Association  and  Illinois  Freight  Association  shippers 
:uid  others  interested,  in  Chicago,  May  9,  1922,  at  10:00  a.  m., 
in  the  matter  of  through  joint  class  rates  from  Central  Freight 
and  Illinois  Freight  Association  territories  to  points  in  the 
South.  The  proposed  rates  to  representative  points  in  the  South, 
together  with  the  northern  grouping,  and  the  place  of  con- 
nee,  will  be  announced  at  the  earliest  practicable  date,  it  is 
announced. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

•  Digests  taken  from  Reporter!  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul.  Minn. 

Copyright  by  West  Publishing  Co.) 


DELAY    IN   TRANSPORTATION   OR    DELIVERY 

Conditional  Buyers  Could  Sue  for  Delay  in  Transportation  of 
Goods  After  Tehy  Acquired  Title  by  Payment: 
(Supreme  Court  of  South  Carolina.)  Where  seller  shipped 
goods  to  buyer,  order  notify,  with  draft  and  bill  of  lading  at- 
tached, under  an  agreement  entitling  buyer  to  pay  the  drafts, 
take  up  the  bills  of  lading,  sell  the  cotton,  receive  their  com- 
missions, and  appropriate  the  balance,  the  buyers  acquired  title 
when  they  paid  the  drafts  and  took  up  the  bills  of  lading,  and 
could  sue  the  carrier  for  negligent  delay  occurring  in  trans- 
portation thereafter.— Middleton  &  Co.  vs.  Atlantic  Coast  Line 
R.  Co.,  110  S.  E.  Rep.  796. 
Measure  of  Damages  for  Negligent  Delay  Stated: 

Ordinarily,  when  goods  are  shipped  with  expectation  and 
intention  of  immediate  sale  on  delivery,  the  measure  of  dam- 
ages foi  negligent  delay  is  the  difference  between  the  market 
price  on  the  day  the  goods  should  have  been  delivered  and 
that  on  the  day  of  actual  delivery;  but  such  measure  of  dam- 
ages does  not  apply  where  consignee  does  not  expect  or  intend 
to  sell  on  delivery,  but  intends  to  store  the  goods  for  better 
prices. — Ibid. 

Statute  Imposing  Penalty  for  cailure  to  Deliver  Within  Fixed 
Period  to  Be  Strictly  Construed: 

Civ.  Code  1912,  sec.  2568,  providing  a  penalty  for  failure 
to  transport  and  deliver  shipment  within  fixed  period,  is  a 
penal  statute,  and  is  to  be  strictly,  but  not  unreasonably,  con- 
strued.— Ibid. 

Written  Notice  that  Prompt  Shipment  Was  Required  Essential 
to  Applicability  of  Statute  Imposing  Penalty  for  Failure  to 
Deliver  Within  Fixed  Period: 

In  action  against  railroad  for  negligent  delay  in  delivery  of 
shipment,  proof  that  goods  were  not  delivered  within  the  period 
fixed  by  Civ.  Code  1912,  sec.  2568,  imposing  a  penalty  for  failure 
to  deliver  within  such  period,  where  "notice  is  given  that  prompt 
shipment  is  required,"  held  not  to  show  the  delay  unreasonable, 
in  the  absence  of  a  showing  that  the  railroad  was  given  written 
notice  that   prompt  shipment  was  required. — Ibid. 
Statute    Imposing    Penalty   for   Failure   to    Deliver   Within    Fixed 
Period   Does  Not   Fix  Arbitrary  Standard  of  What  Is  a   Rea- 
sonable Time: 

Civ.  Code  1912,  sec.  2568,  fixing  the  period  within  which  a 
shipment  is  to  be  delivered,  where  notice  is  given  that  prompt 
shipment  is  required,  and  providing  and  penalty  for  failure  to 
deliver  within  such  period,  "in  addition  to  the  liabilities  and 
remedies  now  existing  for  unreasonable  delay  in  the  transporta- 
tion of  freight,"  does  not  flx  an  arbitrary  standard  of  what  is 
a  reasonable  time  within  which  a  shipment  shall  be  transported, 
in  an  action  for  unreasonable  delay  in  the  transportation  of 
freight. — Ibid. 

CARRIAGE   OF   LIVE    STOCK 

Required   to    Furnish   Suitable   Cars   for   Live   Stock   Shipments: 
(Supreme  Court  of  Nebraska.)     "It  is  the  duty  of  a  common 
carrier  to  furnish  safe  and  suitable  cars  to  be  used  in  shipping 
animals,  and  for  failure  to  do  so  the  carrier  is  liable,  if  dam- 
ages  result   by  reason  of  such  failure."     Fuller  vs.   Chicago   & 
N.  W.  R.  Co.,  99  Neb.  611,  157  N.  W.  332.— Wegner  vs.  Chicago, 
St.  P.  M.  &  O.  R.  Co.  et  al.,  186  N.  W.  Rep.  971. 
Liable  for  Injuries  Sustained  to  Sheep   Not  Provided  with   Suit- 
able   Bedding   and    Not   Properly   Cared   for: 
In  an  action  for  negligent  handling  of  property  in  bedding 
and  caring  for  a  shipment   of  animals,  where  the  negligence  is 
undisputed,  the  common  carrier  is  liable  for  injuries  sustained 
thereby  to  animals. — Ibid. 

Live  Stock  Carrier  Required  to  Furnish  Suitable  Bedding  Where 
Necessary  to   Make   Car  Safe  and   Suitable: 
A  railroad  company  engaged  in  the  business  of  a  common 
carrier  is  obliged  in  handling  animals  for  transportation  to  fur- 
nish   suitable    bedding   where   it   is   necessary   to   bed   a   car   to 
make  it  safe  and  suitable. — Ibid. 

Evidence  Held  to  Sustain  a  Verdict  for  Plaintiff  Suing  for  Injury 
to  Sheep: 

Evidence  examined,  and  held  sufficient  to  sustain  the  verdict 
of  the  jury.- — Ibid. 

Burden  on  Shipper  to  Show  Negligence  in  Action  for  Damages 
to  Live  Stcck  Because  of  Delay: 

((Kansas  City  Court  of  Appeals,  Missouri.)  In  an  action 
for  damages  to  live  stock  on  account  of  delay,  the  burden  is 
on  the  shippers  to  show  negligence,  and  such  burden  remains 
on  them  throughout  the  case. — Neely  et  al.  vs.  Hines,  Director- 
General  of  Railroads,  237  S.  W.  Rep.  906. 
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NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via  HAVANA,    PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA.  MEXICO 

Calling  ml  Norfolk.  Va.;  Corinto,  Nicarar.ua.  La  Lib*rt»d.   Salvador; 

San  JOM  d«  Guatemala  and  Manzanillo 

S.S.  SANTA  ANA  taili  from  N*ie  York  May  4th 

S.S.   COLOMBIA  tail*  from  San  Francitco  May  3rd 

Sailing*  about  every  17  day*  thereafter 
All  New  York  S.ili»r.  from  Pi.r  33,  Atlantic  Terminal.  Brooklyn 

PANAMA  SERVICE 

Between  Sae  Fraadace.  La.  An|.le4.  Meuce.  Central  Aiaeriu  tarn  Ceaal  Zeae. 

5.5.  NEWfOKT  tail*  from  San  Frantitco  May  Ind 

end  Sailing*  about  every  23  day*  thereafter 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanover  Square.  New  York  SO*  California  St.,  San  Franciaco 

S03  So.  Sprint  St.,  Alemandria  Hotel,    Loe  Ancelea 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

Sejn  Franciaco  to  Honolulu.  Yokohama,   Kobe,  Shanghai. 
Manila,   Hongkong 

Paasennr  and  Freight  Sailing*  by  New  and  Luxurious  U  S. 
Shipping  Board  LJnera: 

S.S.  Hoosier  State  sails  .  .  .  May  13th 
S.S.  Golden  State  sails  .  .  .  June  3rd 
S.S.  Empire  State  sails  .  .  .  June  24th 

and   approximately  every   2  1    day*   thereafter. 

San  Francisco-M  4NILA-Bongkon0  Sen  ice  via  Honolulu 

5.5.    Creo/e  Stale       ......          May  4th 

S.S.    Wolverine   State     .....         June    lit 

and  every  IS  day>  thereafter 
n>r»u«A  Wn.  o/  loJlttt  IttmaJ  ta>  emaf  /ram  m»4n  It  Wyeoa*  Port,  e/  «Wf 


for  rae»  aed  otfcrr  i 


lo  aajr  raOraad  or  loeriet 


.  ar  •* 


PACIFIC  MAJL  STEAMSHIP  CO. 

•M  CaMornia  St..  San  Fr.nalen.  10  Hanover  Square.   N.  Y. 

St..  Alexandria  Hotel.    Lae  An«eJee 

U    H.  ~ 


EXPORTERS 

Why  should  you  permit  European  competitors 
to  flood,  with  their  products,  the  market  of 
MEXICO,  when  you  have  the  goods  and  need 
the  business? 

We  have  an  intimate  contact  with  the  buyers 
of  Mexico.  Perhaps  we  can  assist  you  in  creat- 
ing an  interest  in  your  products. 

CAMPHUIS  &  CO,  Inc. 

FORWARDING    AGENTS 

LAREDO.  TEXAS 

Largest  and  most  efficient  forwarders  on  the 
Mexican  Border 


OFFICES 

Laredo.   Texas;    El    Paao.   Texas;    Eagle    Pass,   Texas 
Mexico  City  Monterey,  N.  L.,  Mexico 

Transportation  costs  greatly 
reduced  through  use  of  our 

PACKAGE  CARS 

Now  moving  via  National  Lines, 
"Insured   for  Preferred   Service" 


for  full   particulars  and  request  a  copy  of  our 

Shipping    Instructions 


The  Port  of 

HOUSTON 


Houston's  Port  is  (jrowinir. 

Take  the  first  three  months  of  1922  as  an  example. 

209  Anivals  and  Departures. 

They  handled  409,670  tons  of  freight. 

Compared  with  the  same  period  in  1921. 

12X  At  rivals  and  Departures. 

Handling  240,957  tons  of  fr« 

Almost  double,  is  it  not? 

Do  you  know  of  any  other  Port  doing  as  well  ?     Dull 
times  ? 

Facilities  are  irrowinK,  too — two  large  wharves  under 
construction — moro  to  be  built  soon. 

Ship  thru   Port  Houston. 

Rates  and  other  information  to  be  had  by  asking 

DIRECTOR  OF  THE  PORT 

City  Hall  Houston,  Texas 
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Negligent   Delay    Forcing    Shipper   of   Live   Stock  to    Sell   on    De- 
clining  Market  Furnishes  Cause  of  Action: 

Where  a  carrier  negligently  delays  a  shipment  of  live  stock, 
BO  that  the  shipment  reaches  destination  after  the  day's  sales 
are   over,   necessitating   the   shipper   subsequently   to   sell   on   a 
declining  market,  the  shipper  has  a  cause  of  action. — Ibid. 
Carrier  of   Live   Stock  Chargeable  with    Notice  that   Delay    May 

Cause  Damage: 

A  carrier  accepting  a  shipment  of  live  stock  is  chargeable 
with  notice  that  such -freight  is  highly  perishable,  and  that  any 
delay  in  transporting  it  may  cause  damage. — Ibid. 
Where  Cause  of  Delay  Peculiarly  Within  Knowledge  of  Carrier, 

Shipper    Need    Show    Only    Reasonable      Inference     of    Neg- 
ligence: 

In  action  for  negligent  delay  in  transporting  a  shipment  of 
live  stock,  where  the  shipper  was  not  present  at  the  point  where 
the  delay  occurred,  and  the  cause  of  the  delay  and  the  facts 
surrounding  it  were  wholly  within  the  carrier's  knowledge,  the 
shipper  was  required  to  prove  negligence  only  by  showing  facts 
and  circumstances  sufficient  to  raise  a  reasonable  inference  of 
negligence  on  the  part  of  the  carrier. — Ibid. 
Evidence  of  Negligence  Held  Sufficient  to  Take  Case  to  Jury  in 

Suit  for  Delay: 

In  an  action  for  negligent  delay  in  transporting  live  stock, 
evidence  of  negligence  in  placing  the  cattle  on  a  siding  in  the 
hot  sun,  when  they  could  have  been  disposed  of  so  as  to  have 
better  ventilation,  held  sufficient  to  take  the  case  to  the  jury. — 
Ibid. 
Defense  of  Estoppel  or  Waiver  Not  Available  to  Carrier  Where 

Not  Pleaded: 

In  an  action  for  negligent  delay  in  transporting  live  stock 
to  market,  an  objection  that  the  shipper  could  not  recover  for 
negligence  in  placing  the  cars  on  a  sidetrack  and  leaving  the 
cattle  where  they  could  not  get  sufficient  air  and  ventilation, 
since  the  shipper's  agent  -saw  where  they  were  placed  and  made 
no  complaint,  held  untenable,  it  being  tantamount  to  a  plea 
of  estoppel  or  waiver,  and,  since  the  answer  was  only  a  general 
denial,  the  carrier  could  not  be  heard  to  urge  the  defense. — Ibid. 
Evidence  Held  to  Raise  Inference  of  Negligence  .on  Part  of 

Carrier  of  Live   Stock: 

In  an  action  for  negligent  delay  in  transporting  live  stock, 
facts   and   circumstances   as   shown   in   plaintiff's   evidence   held 
to  create  a  situation  from  which  an  inference  of  negligence  on 
the  carrier's  part  reasonably  could  be  drawn. — Ibid. 
Instruction  as  to  Proof  of  Negligent  Delay  in  Shipment  of  Live 

Stock    Held    Erroneous: 

In  an  action  for  negligent  delay  in  transporting  live  stock, 
an  instruction  as  to  the  burden  of  proving  negligent  delay,  and 
that  proof  of  delay  alone  was  not  sufficient  to  establish  negli- 
gence, but  authorizing  the  jury  to  infer  negligence  from  facts 
and  circumstances  proven  in  evidence,  was  erroneous,  where  the 
jury  were  not  told  what  facts  and  circumstances  constituted 
negligence. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Go.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Public  Service  Commission  Held  Authorized  to  Establish  a 
Specific  Rate  per  Car  on  Coal  Moving  Within  a  Five-Mile 
Limit  in  a  Specified  District: 

(Supreme  Court  of  Appeals  of  West  Virginia.)  When  the 
distance  rate  on  coal  maintained  by  a  railway  company  is  84 
cents  per  ton  for  a  haul  of  ten  miles  and  under,  and  the  railway 
company  has  in  effect  a  switching  rate  of  $9  per  car  applying 
only  on  coal  and  coke  moving  five  miles  or  under  between  plants 
of  producing  coal  and  coke  operations  in  a  specified  district,  the 
Public  Service  Commission  has  authority  to  establish  a  specific 
rate  per  car  on  coal  moving  within  the  five-mile  limit  in  such 
district,  though  the  coal  be  consigned  by  a  coal  company,  not 
to  itself  for  use  in  its  own  operations,  but  to  an  electric  power 
company,  it  appearing  that  the  rate  so  established  works  no 
injustice  to  the  railway  company. — Norfolk  &  W.  Ry.  Co.  vs. 
Public  Service  Commission,  110  S.  E.  Rep.  704. 
In  Establishing  a  Specific  Rate  per  Car  on  Coal  Moving  Within 
a  Specified  District  Held  Commission  Might  Consider  a 
Switching  Rate,  But  Need  Not  Inquire  into  Reasonableness 
of  Whole  Schedule  of  Carrier's  Distance  Rates: 
The  Commission,  in  determining  such  specific  rate,  has  the 
right  to  consider  the  switching  rah1  maintained  by  the  railway 
company  and  to  make  comparison  of  the  service  performed  by 
the  carrier  under  the  switching  rate  with  the  service  required 
under  the  specific  rate,  and  in  establishing  such  specific  rate 
It  is  not  as  a  matter  of  law  compelled  to  inquire  into  the  rea- 


sonableness   of   the   whole    schedule   of   the    railway   company's 

distance  rates. — Ibid. 

Direct   Attack  on   Commission's   Order   Permits  Consideration   of 

Evidence: 

The  defense  by  state  authorities  to  a  suit  by  a  railroad 
against  them  to  prevent  the  authorities  from  penalizing  the  rail- 
road for  complying  with  an  order  of  the  Interstate  Commerce 
Commission,  in  which  neither  the  United  States  nor  the  Com- 
mission were  parties,  was  a  collateral  attack  upon  the  order, 
which  can  prevail  only  if  it  was  void  on  i»,s  face  without  regard 
to  the  evidence  supporting  it;  but,  where  the  state  makes  a 
direct  attack  on  the  order  by  suit  against  the  United  States  and 
the  Commission  under  the  statute  repealing  the  Commerce  Court 
act,  complainants  are  entitled  to  rely  on  the  absence  of  sub- 
stantial evidence  to  sustain  a  material  finding  as  a  basis  for 
attacking  the  order.— State  of  New  York  et  al.  vs.  United  States 
et  al.,  Interstate  Commerce  Commission  (Lehigh  Valley  R.  Co. 
et  al.,  Interveners).  42  Sup.  Ct.  Rep.  239. 
Prohibition  Against  Impairing  Contracts  Does  Not  Apply  to 

Congress: 

Const,  art.  1,  sec.  10,  providing  that  no  state  shall  pass  a 
law   impairing   the   obligation    of    contracts,   does    not    restrict 
^Congress  or  the  United  States. — Ibid. 
Regulation   of 'Intrastate   Rates   Does   Not   Deny    Due   Process  of 

Law  to  State  Having  Rate  Contract: 

The  regulation  of  intrastate  rates  by  the  Interstate  Com- 
merce Commission  to  prevent  discrimination  against  interstate 
commerce  is  not  invalid  as  denying  a  state  or  its  people  of  their 
property  without  due  process  of  law,  though  a  carrier  within 
the  state  has  a  charter  contract  to  perform  the  service  at  a 
lower  rate. — Ibid. 

Facts    Held   to    Sustain    Finding    State    Rates   Unreasonably    Dis- 
criminated  Against    Interstate   Commerce: 

Where  it  was  shown  that  the  maintenance  of  passenger 
rates  on  a  carrier  between  two  intrastate  points  at  the  rate 
fixed  by  the  carrier's  charter,  which  was  less  than  the  inter- 
state rates  fixed  by  the  Interstate  Commerce  Commission  as 
necessary  to  give  the  railroads  the  return  authorized  by  the 
transportation  act,  tended  not  only  to  divert  travel  to  the  border 
points,  but  also  diverted  it  from  other  interstate  railroads,  and 
resulted  in  the  loss  of  nearly  $12,000,000  in  revenue  that  would 
be  earned  under  the  interstate  rates,  an  undue,  unreasonable 
and  unjust  discrimination  against  interstate  commerce  was 
shown. — Ibid. 


REPARATION  ON  COTTONSEED  OIL 

Additional  testimony  as  to  the  paying  and  bearing  of  the 
freight  charges  and  as  to  the  actual  contents  of  the  9  cars  in- 
volved was  put  in  by  the  complainants  at  the  further  hearing  on' 
No.  12422,  Lookout  Oil  &  Refining  Co.  vs.  Alabama  &  Vicksburg, 
Director-General,  et  al.,  before  Examiner  Gault,  in  Chicago,  April 
17.  The  case  was  re-opened  for  hearing,  after  a  tentative  report 
had  been  rendered,  on  application  by  the  Director-General,  who 
claimed  no  damage  against  Armour  and  Co.,  for  whom  repara- 
tion was  asked,  had  been  shown.  It  was  also  contended  that 
adequate  testimony  had  not  been  introduced  to  show  that  the 
contents  of  the  cars  involved  was,  in  fact,  solidified  cottonseed 
oil. 

The  case  grew  out  of  the  assessment  by  the  Director-General, 
during  federal  control,  of  animal  stearine  rates  on  9  carloads  of 
solidified  cottonseed  oil,  moving  from  Chattanooga,  Tenn.,  tq 
Chicago,  East  St.  Louis,  111.,  and  Sherman,  Tex.  Examiner  Seal, 
who  conducted  the  original  hearing,  recommended  that  repara- 
tion down  to  the  rate  for  liquid  cottonseed  oil  be  ordered,  amount- 
ing to  $526.37,  and  that  alleged  undercharges  of  $144.52  be 
waived. 

At  the  hearing,  April  17,  G.  G.  Fox,  assistant  sales  manager 
of  the  oil  company,  testified  that  that  company  was  a  subsidiary 
of  Armour  and  Company,  and  said  his  personal  knowledge  en- 
abled him  to  say  that  the  contents  of  all  the  cars  was  solidified 
cottonseed  oil.  It  developed  that  the  records  of  the  refining 
company  were  kept  by  Armour  and  Co.,  at  Chicago,  and  W.  W. 
Manker,  assistant  traffic  manager  of  that  company,  testified,  over 
the  objections  of  E.  C.  Blanchard,  attorney  for  the  Director- 
General,  who  said  Manker  was  not  competent,  that  the  charges 
were  borne  as  well  as  paid  by  Armour  and  Company,  at  Chicago, 
on  two  of  the  cars,  and  by  the  Lookout  Oil  &  Refining  Company 
on  the  remaining  seven. 

ICE,  HAMLET,  N.  C.,  TO  ATLANTA 

The  application  of  the  class  A  rate  on  nine  carloads  of  ice, 
shipped  from  Hamlet,  N.  C.,  to  Atlanta,  Ga.,  in  July,  1918,  was 
unreasonable,  according  to  John  B.  Scott,  manager  for  the  com- 
plaining company,  who  testified  at  the  hearing  on  No.  13396, 
Fruit  Growers'  Express,  Inc.,  vs.  Director-General,  before  Ex- 
aminer Gault,  in  Chicago,  April  18.  The  ice  was  used  for  cool- 
ing refrigerator  cars  owned  by  the  express  company  used  to 
ship  Georgia  peaches  to  the  New  York  market,  and  had  to  be 
shipped  into  Atlanta  from  Hamlet,  325  miles  distant,  because 
the  local  ice  supply,  for  which  the  fruit  car  line  had  already 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  House  Broker*,  Forwarding 
and  Clearing  Home  Agent* 

LAREDO,  TEXAS 

Branches  In  all  Principal  Citi»«  In  th«  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 
LINES  ,  INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  5.  5.  Co. 
INTERCOASTAL  SERVICE 

Between   New   York,    Boston,   Philadelphia   and   Loa 
Angeles.  San  Francisco,  Portland,  Seattle  and  Tacoma 

Booton 

8.8.  MEXICAN    

8.8.  1OWAN     Apr.  tt 

M.S.  (  AI.IKORMAN     ... 

I  HRASKAN     Mar     « 

8.8.  PANAMA     

9.8.   HAWAIIAN    Mar  20 


Phila. 
Apr.  24 
Apr.  2* 


May    1! 


New  York 
Apr.  22 
Apr.  27 
Mar  4 
Mar  11 
Mar  18 


Sailings    every    Thursday    from    New    York,    every 
•      other  Saturday   from    Boston   and   Philadelphia, 
and  fortnightly  from  the  Pacific  Coast  ports 

EUROPEAN  SERVICE 

U.  8.    PrnriHt   C*a*   Perta   to   the  Principal   Porn   of    lh»    Unit** 
Ki»cdoe*     and     Continent — Direct     Fert- 

nirhtly    Sailian 

Joint  Service*  with 

Hamburg- American  Line 
To  Hamburg 

NEW   YORK  TO  HAMBURG 

8.8.  OREGONIAN     ....Apr.  2* 

8.8.  J  RESOLUTE    Mar     2 

S.8.   HAN8A    .    Mar     8 

-  -      -Mi. I    sr     t  I  INTON     .  ...Mar   11 

8.8.  tRKI.I  ANTE  Mar  U 

•Carrie*  third-Hal*  paaoenvon. 
t  Pint.   oorond,    third-claa*    paatenren 
LOADING   PIER  »«.   NIMtTH    RIVER 

PHILADELPHIA  TO   BREMEN   AND  HAMBURG 

8.8.  OREGON! AN    ill.mburr  onlr   via   New  York) Apr.  25 

8.8.  THEM ISTO    in.    luiiimorri Mar  22 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  GEORi.t  v\  ...Mar  20 

8.8.  CALL1STO    (ria    Baltimore   and   Norfolk)    Juno  7 

BALTIMORE  TO  BREMEN   AND  HAMBURG 

8.8.  OREGONIAN   lllambirc  onlr  via  Phila.  and  N.  V.)   Apr.  22 

S.8.   r.Fniii.i  \N     ma    Norfolk    and    Ho.lon) Mar  13 

8.8.  Tilt  Ml- 1..  ..Mar  27 

8.8.  CALLI8TO    <»la    Norfolk) Jnne  15 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  GEORGIAN     (Tia    BoaUn) Mar  1< 

NEW  ORLEANS  TO   BREMEN   AND  HAMBURG 

8.8.  WESTERWALD     Mid-April 

8.8.  SACHSES WALD     Earlr     May 

Tbro.fh  bllli  of  l.di.i   Tia    ll.mburf  lamed  U  all  Sraadlnarian 
and   Baltic   Poru 


NEW  YORK  TO  DUTCH  EAST  INDIES 

P.n.nr.     Bolawan-Dcli.    Port    Swettenhani.    Slncaporo.    Batavla. 
Sanarani.    Socrabara 

8.8.  JAI.APA   ..  Mar  10 

8.8.   HALK     MOON Jqne  10 

Loadlnc    Plor    21.    Pooch    Terminal.    Clifton.    I.    L 


NEW  YORK  TO  NORTH  AFRICA  AND  LEVANT 

Tuni..    Malta.    Alexandria    and   Srrian    Coaat    Porta 

S.S.   JALAPA    MarlO 

8.8.  HALF     MOON June  10 

Loodlna-   ttn   tl.    Po»*h    TenalMl.    CltfU*.    8.    t 

General  Offices:  39  BROADWAY,  New  York 

Telephone    WHITEHALL    1020 

WESTERN   FREIGHT  OFFICE 

Chiraco.   127   South   LaSallo  Street  Phono   Wabaih   4«tl 

BRANCH    OFFICES 
l!o«ton.    40    Central    Strret 
Philadelphia.    Bourne    Bide. 
Pllt'borrh.   Oliver  Bid*. 
Kocheeter.    Cnmmerrr    Bld(. 

GENERAL   PACIFIC  COAST   AGENTS 
Wllllami.   Dlmond    *    Co..    110    Saniome    St.,   Ban    Franclaco 


Phone   Concroia  3084 

Phono    Lombard  7010 

Phono  Grant   7411-2 
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contracted,  was  commandeered  by  the  government,  the  witness 
said,  and  the  situation  was  further  aggravated  by  the  heaviness 
of  the  movement  and  the  unusually  hot  weather. 

At  the  lime  the  ice  moved,  a  rate  of  $3.44  a  ton  was 
which  was  a  commodity  rate  of  $2.70  plus  the  25  pe/ 
ciTii  inn-case  nf  C<  neral  Order  No.  28.  It  later  developed  that 
that  commodity  rate  had  been  canceled  four  years  before  the 
ice  moved  and  undercharges  to  the  level  of  the  class  rate,  $7.50 
a  ton.  were  collected  a  year  after  the  nine  cars  moved.  The 
complainants  contended  that  a  reasonable  rate  to  charge  would 
have  been  the  one  cent  a  ton  a  mile  distance  rate  that  was  in 
effect  at  the  time  between  North  and  South  Carolina  points. 
Reparation  to  that  basis,  amounting  to  $956.25,  was  asked. 

Representatives  for  the  Director-General  said  there  was 
nothing  unreasonable  in  the  rate  as  a  class  rate  and  that  the 
commodity  rate  asked  was  not  warranted  because  there  was 
no  movement  of  ice,  other  than  the  nine  cars  involved,  between 
the  two  points  within  a  space  of  ten  years  or  more.  That  was 
proved,  they  said,  by  the  fact  that  the  manager  of  the  refrig- 
erator line  had  figured  his  rate  on  a  tariff  that  had  been  dead 
for  four  years. 


SHIPPERS  WANT  NO  CHANGE 

Resolutions  adopted  by  the  Kentucky  Railroad  Commission 
hiring  that  "the  people  of  this  commonwealth  are  unanimous 
in  their  request  that  Congress  give  immediate  relief  and  that  at 
least  the  pre-war  authority  of  the  state  commissions  be  re- 
stored," do  not  reflect  the  sentiment  of  the  shippers  of  Louis- 
ville, according  to  a  letter  received  by  the  Interstate  Commerce 
Commission  from  W.  E.  Morrow,  secretary  of  the  Louisville 

Board  of  Trade.     He  said  in  part: 
* 

Such  a  statement,  the  Board  of  Trp.de  believed,  is  contrary  to  the 
sentiment  prevailing  among  the  shippers  of  this  city.  At  their  last 
meeting,  therefore,  the  Board  of  Trade's  directors  went  on  record 
unanimously  as  opposed  to  the  transfer  of  authority  from  the  Inter- 
state Commerce'  Commission"  to  the  state  railroad  commissions.  Fur- 
tlu-rmore.  they  voted  to  call  this  matter  to  the  attention  of  the  Ken- 
tucky delegation  In  Congress. 

Believing  that  we  are  voicing  the  wishes  of  the  majority  of  Ken- 
tucky shippers,  as  well  as  acting  in  the  best  interests  of  the  state,  we 
therefore  respectfully  request  that  you  use  your  influence  to  oppose 
•  the  proposed  transfer  of  jurisdiction. 


GOVERNMENT  RAILROAD  EXPENSES 

The   Traffic   World    Washington   Bureau 

In  a  letter  to  Senator  McCumber,  chairman  of  the  Senate 
committee  on  finance,  Secretary  Mellon  of  the  Treasury  Depart- 
ment, this  week  gave  the  treasury's  latest  estimates  of  receipts 
and  expenditures  for  the  fiscal  year  1922  and  the  fiscal  year 
1923.  Among  other  items  was  an  estimate  that  $200.000,000 
would  be  needed  to  pay  the  railroads  in  the  fiscal  year  1923.  Mr. 
Mellon  said: 

The  Budget  for  1923  as  submitted  to  Congress,  did  not  include  any 
item  of  expenditure  on  account  of  railroads,  but  the  indications  now 
are  that,  owing  to  delayed  settlements  of  matters  arising  out  of  federal 
control  and  under  the  guaranty  for  the  six  months  following  federal 
control,  there  will  be  payments  of  about  $100.000,000  under  the  Kail- 
road  Administration  and  about  $100,000,000  under  the  Interstate  Com- 
merce Commission  during  the  fiscal  year  1923.  The  postponement  of 
tin  so  payments  to  1923  is,  of  course,  reflected  in  a  corresponding 
reduction  of  railroad  expenditures  for  the  fiscal  year  1922,  and  partly 
on  this  account  and  partly  on  account  of  the  proceeds  of  sale  of  about 
$230.000,000  of  equipment  trust  notes  of  carriers,  the  item  of  railroad 
i-xin-niliiiyes  in  the  enclosed  statement  of  estimated  receipts  and 

nditures  for  1922  shows  an  estimated  credit  of  about  $56.000,000  as 
compared  with  estimated  expenditures  of  about  $337,000,000  when  the 
Budget  was  submitted.  This  shift  in  the  situation  as  to  railroad 
expenditures  is  offset  in  part  by  withdrawals  of  about  $190,000,000  by 
the  War  Finance  Corporation  during  the  fiscal  year,  but  the  net  result 
is  an  indicated  surplus  of  receipts  over  expenditures  in  the  fiscal  year 
1922.  with  an  indicated  deficit  In  a  correspondingly  larger  amount  for 
the  fiscal  year  1923. 


C.   &    O.    FERRY   ABANDONMENT 

The  Chesapeake  &  Ohio  has  been  authorized  by  the  Commis- 
sion to  abandon  a  ferry  between  Russell,  Ky.,  and  Ironton,  O., 
which  has  been  operated  as  a  part  of  the  C.  &  O.  lines.  A  new 
highway  bridge  has  been  constructed  across  the  Ohio  river  be- 
tween the  two  points  named  and  will  be  opened  for  travel  about 
April  21,  making  unnecessary  thereafter  the  operation  of  the 
ferry. 

The  ferry  was  acquired  and  put  in  operation  by  the  C.  &  0. 
in  1890  at  a  time  when  its  line  of  railroad  did  not  extend  north 
i'f  the  Ohio  river.  The  investment  cost  was  $17,050.  Revenues 
have  been  derived  almost  entirely  from  local  passenger  traffic 
and  the  transportation  of  vehicles,  all  freight  traffic  being  han- 
dled through  other  connections.  Gross  revenues,  the  Commission 
said,  amounted  to  $27,194.51  in  1921,  while  maintenance-of-equip- 
ment  and  transportation  expenses  were  $25,666.90,  not  taking 
into  account  such  items  as  taxes,  insurance  and  other  expenses 
which  would  be  strictly  and  properly  chargeable  to  operation. 

With  the  opening  of  the  bridge,  the  Commission  said  the  rev- 
enues from  operation  of  the  ferry  will  entirely  disappear,  and 
that  continued  operation  will  serve  no  useful  purpose  and  re- 
quire the  expenditure  of  more  than  $25,000  annually. 


BUNKER  COAL  INVESTIGATION 

Thi   Traffic    World    Washington   Bureau 

An  analysis  of  the  bunker  coal  situation,  both  at  American 
and  foreign  ports,  has  been  made  by  Secretary  Hoover  and  in- 
cluded in  the  record  the  Commission's  inquiry  into  that  subject, 
formal  docket  No.  13421,  on  which  Examiner  W.  P.  Bartel  con- 
ducted a  hearing  March  20,  at  which  the  testimony  was  all 
against  any  disturbance,  by  the  Commission,  of  the  rates  on 
coal  intended  for  delivery  to  ships.  The  inquiry  is  generally 
called  the  "bunker"  rate  case,  although  the  rates  under  inves- 
tigation are  not  intended  only  for  coal  intended  for  bunker  use. 
They  are  applicable  on  all  coal  intended  for  loading  into  ships. 

Secretary  Hoover,  ever  since  last  fall,  has  shown  a  great 
interest  in  the  subject  because,  since  the  close  of  the  war,  the 
British  have  been  taking  the  business  away  from  American  op- 
erators wherever  the  latter  give  up  when  the  rates  named  by 
the  British  sellers  are  lower  than  the  Americans  can  possibly 
quote. 

The  hearing  was  held  while  Secretary  Hoover  was  out  of 
the  city.  He  asked  for  and  obtained  permission  to  put  into  the 
record,  the  results  of  investigations  made  by  him.  In  a  letter 
to  Chairman  McChord,  the  secretary  said  his  department,  for 
some  time,  had  been  keeping  a  close  watch  on  the  export  and 
bunker  coal  trade  "especially  in  view  of  the  increasing  force  of 
British  competition.  The  enclosed  statement  which  I  have  pre- 
pared represents  the  matured  thought  of  this  department  on  the 
subject,  and  T  submit  it  herewith  to  the  Commission  for  such 
consideration  as  they  may  deem  wise  to  give  it." 

The  statement  as  to  the  poor  showing  American  operators 
have  been  making  was  buttressed  by  detailed  figures.  Only  the 
totals  were  used  by  the  secretary  in  the  part  of  his  observations 
incorporated  into  the  record,  which  was  as  follows: 

The  investigation  you  have  instituted  into  the  propriety  of  rates 
on  bunker  coal  is  a  matter  of  great  concern  to  the  tidewater  coal  trade 
of  the  country,  especially  that  of  the  Atlantic  coast. 

While  the  actual  bunker  tonnage  is  a  comparatively  small  percent- 
age of  our  total  coal  trade,  its  importance  to  both  the  coal  industry 
and  the  steamship  owners  and  operators  is  obvious.  Any  change  in 
the  bunker  coal  rates  would  require  a  readjustment  of  operating  costs 
and  schedules  on  the  part  of  the  latter,  while  an  increase  in  the  rates 
would  inevitably  cause  a  serious  loss  of  business  to  the  former. 

Owing  to  the  severe  competition  from  British  coal  companies  and 
the  already  comparatively  high  rail  rates  on  tidewater  coal  from  our 
mines  to  tidewater  for  export,  we  have  lost  a  large  part  of  both  our 
cargo  and  bunker  foreign  trade.  An  increase  in  rates  on  bunker  coal 
would  result  In  still  further  losses. 

To  the  steamship  trade  the  importance  of  bunker  coal  can  hardly 
be  overestimated.  The  fueling  of  a  ship  at  certain  places  and  not  at 
others  may  cause  the  difference  between  a  profitable  and  a  losing 
voyage.  When  ocean  freights  are  low  and  coal  clear  elsewhere,  as 
much  bunker  coal  as  possible  will  be  carried  from  the  original  coaling 
port,  while,  on  the  contrary,  if  freights  are  high  and  coal  cheap,  the 
inducement  is  to  carry  ft-mlnimum  ot  bunker  coal  and  a  maximum  of 
cargo.  A  few  cents  per  ton  difference  in  the  cost  of  bunker  coal  will 
decide  at  which  port  bunkers  will  be  taken  on. 

As  part,  of  this  communication  and  for  your  information,  I  am 
attaching  statements  showing: 

1.  Bunker  coal  supplied  to  steamers  in  foreign  trade  by  customs 
districts  1014-1921  and  first  two  months  of  1922,  1920-21-22  by  months. 

2.  Bunker  oil  supplied   to  steamers  in   foreign   trade,  by  customs 
districts  1920-1921,  and  first  two  months  of  1922,  1920-21-22  by  months. 

3.  Vessel  clearances  of  the  five  leading  Atlantic  coast  ports.  1920- 
21,  and  first  two  months  of  1922. 

The  decrease  in  our  coal  tonnage  since  September,  when  British 
competition  began  to  have  its  effect,  is  strikingly  shown  at  all  Atlantic 
ports. 

At  New  York,  during  the  five  months  beginning  October  1,  1921, 
to  March  1,  1922,  a  decrease  of  655,773  tons  in  bunker  coal  is  shown, 
or  32.8  per  cent,  as  compared  with  the  same  months  in  1920  and  1921. 
while  the  foreign  vessel  clearances  Increased  11  per  cent  and  the  oil 
bunkers  increased  only  3.3  per  cent. 

At  Hampton  Roads  ports,  during  the  same  periods,  a  decrease  of 
"168, 696  tons  of  bunker  coal  is  shown;  foreign  vessel  clearances  also 
decreased  70.1  per  cent,  while  oil  bunkers  decreased  405.450  barrels  or 
54.4  per  cent.  These  figures  show  that  vessels  are  not  coming  to 
Hampton  Roads  for  bunkers  as  before,  but  are  obtaining  their  bunker 
supplies  elsewhere,  at  foreign  ports. 

At  Philadelphia,  for  the  same  periods,  bunker  coal  supplied  showed 
r\  decrease  of  75,969  tons  or  40.8  per  cent;  vessel  clearances  decreased 
26.2  per  cent,  and  oil  bunkers  decreased  47  per  cent. 

At  Baltimore,  for  the  same  periods,  bunker  coal  supplied  decreased 
71  per  cent;  vessel  clearances  decreased  58.9  per  cent  and  oil  bunkers 
decreased  25.2  per  cent.  At  the  South  Atlantic  and  Gulf  ports,  same 
periods,  bunker  coal  supplied  decreased  52.8  per  cent  and  bunker  oi! 
supplied  Increased  only  19  per  cent. 

The  people  of  the  tidewater  cities  have  not  complained  against 
present  bunker  rates,  and,  in  fact,  at  nearly  all  ports  the  local  interests 
have  gone  on  record  as  being  opposed  to  any  raise  in  such  rates,  as 
against  the  development  of  their  port. 

Lower  bunker  rates  are  not  a  discrimination  as  against  local  rates. 
The  steamship  owners  must  pay  trimming  and  barging  charges  which 
niore  than  make  up  for  the  difference.  At  Norfolk,  for  instance,  there 
is  a  difference  between  the  local  rates  and  the  rate  on  bunker  coal  of 
14  cents  per  ton.  but  trimming  charges  are  30  cents  (sometimes  more) 
per  ton,  so  that  the  steamship  owner  really  pays  16  cents  more  per  ton 
than  do  the  local  buyers. 

At  New  York  today,  the  cost  of  good  steam  coal  (Pool  9)  and 
freight  to  the  local  buyer  is  $2.25-$25  plus  $3.11  or  $5.36  to  $5.61  while 
the  steamship  owner  pays  $5.55  to  $5.75  for  the  same  grade  and  kind  ot 
i-cnl.  alongside,  trimming  in  bunkers  extra. 

Bunker  coal  prices  at  foreign  Atlantic  ports  are,  per  gross  ton: 

O.rdiff.    Wales,    19/- 22/  $4  18-$4.84 

Liverpool.  England    25/6  5.61 

London.  England  33  '3  7  id 

Gibraltar     36-fl/  8.14 

Can.'i] -ics.    Las   Palmas 38/  8.36 

Newcastle.     England     15/21  3.30-  4.62 

Hull,    England    20/  4.40 
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SAVANNAH,      GEORGIA 

Storage— Pool  Cars  Our  Specialty 

H.  H.  BRADLEY  &  CO. 

Personal  Service  Quick  Despatch 


WACO,  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

On*  Block  on  Mary  «t  13th  Street 


SZW 


MORE 


OUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


ANTWERP 

HAMBURG 

MEDITERRANEAN 

LIVERPOOL 

SOUTHAMPTON 

LEVANT 


PHILADELPHIA 
PORTLAND.  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


COMPANY'S  OH-  1C  r.S.  (  unerd   Bulldlnf.  CHICAGO 
S.  W.  C«r.  D.««h«Tn  and  Randolph  BM.  T.Uphon.  Central  MM 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE  J 


and 


LOS  ANGELES 

San  Pedro  Diet. 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Ralei  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship   Corp. 

St.  Paul  8476       BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


New    T.rk 
41 


PUladttpMa 
lit  8.  Tklrd  St. 

Pltutrarsk 
HIT    OIlT.r    Bolldinc 

•aTaaaah.  Ga.  Oakland.    Cat. 

aanak  Baak  *  Tnatt  Bids.  Parr  T»r-l»«l 

L«a   Aikt*l*a,   Cat  Panland.    Or*. 

417    Vaa    Nay*   Bid*.  Mi   Till.  *  Tnart   Bids. 

14M   U   C.   Smith   Bids-..   SMU!«.   Weak. 
4*1   Elllortt  B«.   Bids..   Bmtato,  N.   T. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Mr*** 

Teaming  of  Every  Description — City  Delivery  •ervtoe  an*  CarlMtf 
Diet  rfbu  tore 


MUSKOOEE,  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Oar- 
loads  for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


BALTIC  SCANDINAVIAN 

FAST  FREIGHT  SERVICE 


-Copenhagen,  Riga,  Reval  and  Helsingfors 

Other  Baltic-Scandinavian  Ports  as  Cargo  Offers 
U.  S.  S.  B.  A-l   Steel   Steamers  Carrying  U.S.  Mail 

FROM  PHILADELPHIA 
S.  S.  Eastern  Coast       April  22 

FROM  NEW  YORK 

S.  S.  Eastern  Coast April  29 

(Now  Receiving  Pier  22,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and 
Scandinavian  Ports 

Whtn  ihipping    to  Ballic-ScanJinuvtan  Forli  tptcify 


STEAMSHIP  COM PANYjNc 

2  STONE  S1MM£.Bowlinq  Green  2953'8 


Philadelphia  Agents:  S.L.BURGESS  &  CO. 
928  LAFAYETTE  BLDG. Lombard 2972 
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Sy.lney.  N.   S 6.75  t.i.b. 

l>.  .  •.:••,   Bv    -1  6.82 

Rotterdam   27/6  6.04 

Glasgow  24/6  5.39 

Algiers  34/  7.48 

At  U.  S.  Atlantic  ports: 

New  York    J5.90-I6.50  f.  a.  a.     No  trimming 

Hampton  Roads 4.60-4.75  under  chutes,   trimming  extra 

linltimoro    5.50  under  chutes,  trimming  extra 

Philadelphia    5.65  under  chutes,  trimming  extra 

rtmrleston    : 5.30  under  chutes,  trimming  extra 

nan    6.15  t.  1.  b. 

New    Orleans    6.50  t.  1.  b. 

Pensacola    5.76  trimmed 

Mobile 5.50  under  chutes 

Pacific  ports: 

S;m   Francisco   J10.75  Utah    coal    f.    o.    b. 

Seattle,  Comox  coal 10.00  f.  a.  s. 

Sin   IMrgo.  Australian 13.70  f.   o.  b.  dock 

Los  Angeles,  Australian 13.70  f.  o.  b.  dock 

Union  Bay,  Vancouver 8.30  f.  o.  b.  chutes 

Even  at  present  rates  and  prices,  shipowners  are  finding  It  more 
profitable  to  bunker  for  the  round  trip  at  European  Atlantic  ports,  or, 
in  some  cases,  are  bringing  coal  to  this  side  in  ballast,  to  be  used  as 
bunkers.  In  preference  to  bunkering  at  our  ports. 

If  bunker  rates  are  increased,  it  will  mean  an  addition  to  the  cost 
of  coal  at  New  England  and  other  ports  that  receive  their  coal  by 
water,  as  the  added  cost  of  bunkers  will  be  charged  to  the  water  trans- 
portation cost  of  coal,  and  be  paid  by  the  consumer.  Moreover,  such 
.•in  increase  would  necessitate  an  entire  readjustment  of  rail  rates 
to  New  England;  otherwise  the  volume  of  coal  that  would  move  into 
Xow  England  by  rail  would  be  greatly  increased  and  the  already  over- 
burdened railroad  facilities  would  be  still  more  inadequate. 

Our  coal  exporters  are  now  making  strong  efforts  to  increase  our 
foreign  trade  and  the  bunker  business  that  would  inevitably  go  with 
it.  An  increase  in  the  cost  of  bunker  coal  would  seriously  handicap 
their  efforts  and  drive  business  to  our  foreign  competitors. 

Today  the  latter  are  closely  watching  the  coal  situatfon  here  and 
are  prepared  to  do  their  utmost  to  take  away  our  foreign  bunker  trade, 
as  is  evidenced  by  numerous  inquiries  received  and  statements  made 
by  foreign  coal  interests. 

Our  steamship  bunker  business  is  now  at  its  lowest  point  In  eight 
years,  due  in  part  to  the  competition  of  oil  fuel,  but  also  to  the 
increased  cost  of  bunker  coal  on  this  side  and  the  strong  efforts  made 
by  our  British  competitors  to  take  this  trade  away  from  us.  The 
following  flguare  indicate  the  success  of  those  efforts: 

Foreign  bunker  coal  supplied  at  British  ports,  gross  tons: 

1920  October  .' l,040,t)09        1921  October  1,407,604 

1920  November    868,594        1921  November    1,322,287 

1920  December    1,202,097        1921  December 1,280,308 

1!'J1   January    1,041,608        1922  January    1,450,736 

1921  February    1,038,732        1922  February    2,859,743 

Total    5,191,040  Total    .'..8,320,678 

The  above  statement  shows  an  increase  in  foreign  bunker  coal 
supplied  in  the  last  five  months,  as  compared  with  the  corresponding 
months  in  1920-21,  of  3,129,638  tons  or  38  per  cent. 

I  should  like  in  closing  to  submit  the  following  statements  for  your 
consideration:  That  there  is,  in  general,  a  distinct  difference  between 
the  transportation  service  given  coals  for  local  delivery  and  that  given 
coals  for  ship  use,  to  deliver  a  car  of  coal  locally  involving  more  service 
which  should  be  reflected  in  the  transportation  charge;  that  there  is 
no  competition  locally  between  coal  for  local  use  and  coal  for  ship  use. 
as  the  latter  is  not  burned  at  the  port;  that  any  rate  on  bunker  coal 
is  a  proportional  and  not  a  local  rate;  that  there  is  nothing  to  prevent 
cargo  coal  being  used  as  bunkers;  and  that  this,  in  fact,  is  often  done: 
that  any  change  in  existing  differentials  would  have  the  effect  of 
destroying  our  whole  coastwise  and  overseas  system  of  rates  based 
on  the  custom  of  many  years. 


OMAHA  COAL  RATES  SUSPENDED 

The  Traffic   World   Washington  Bureau 

The  Commission,  in  I.  and  S.  No.  1524,  has  suspended,  from 
April  19  to  August  17,  Missouri  Pacific,  St.  Louis-San  Francisco, 
Kansas  City  Southern  and  M.  K.  &  T.  supplements  in  which 
those  roads  undertook  to  cut  the  rates  on  soft  coal,  from  mines 
in  Arkansas,  Missouri,  Oklahoma  and  Kansas,  to  Omaha,  by 
amounts  ranging  from  20  to  74  cents  per  ton.  The  schedules 
were  suspended,  largely,  on  account  of  protests  from  lines  serv- 
ing the  Illinois  districts  which  also  carry  coal  to  Missouri  River 
cities.  The  roads  whose  schedules  have  been  suspended  under- 
took to  frame  tariffs  in  accordance  with  a  criterion  from  the 
Commission  which  was  that  the  rates  to  Omaha  would  be  un- 
reasonable in  comparison  with  rates  proposed  to  Kansas  City, 
to  the  extent  they  exceeded  the  Kansas  City  rates  by  .more 
than  20  cents  per  ton.  The  schedules  suspended  are:  Supple- 
nient  Nos.  31  and  32  to  Missouri  Pacific  I.  C.  C.  No.  A-4256; 
supplement  Nos.  6  and  7  to  St.  Louis-San  Francisco  I.  C.  C.  No. 
7928;  supplement  No.  15  to  Kansas  City  Southern  I.  C.  C.  No. 
4057;  supplement  No.  11  to  Missouri,  Kansas  &  Texas  I.  C.  C. 
No.  A-4857. 


COAL  PRODUCTION  REPORT 

"Complete  returns  of  coal  loaded  into  cars  at  the  mines 
indicate  that  production  during  the  first  week  of  the  strike  was 
3.784,000  net  tons  of  bituminous  coal,  and  a  few  cars  of  anthra- 
cite dredged  from  the  rivers,"  the  Geological  Survey  said  in  its 
current  coal  report.  "The  total  production  of  all  coal  was-there- 
foro  3,793,000  net  tons.  In  the  first  week  of  the  great  strike  of 
1919  only  3,582,000  tons  of  bituminous  coal  was  produced,  but 
at  that  time  the  anthracite  mines  were  working  .to  capacity  and 
produced  2,008,000  tons.  The  total  production  of  all  coal  in  the 
first  week  of  the  1919  strike  was  therefore  5,590,000  tons. 

"Preliminary  telegraphic  returns  for  the  present  week 
(April  10-15)  indicate  no  change  in  anthracite,  but  a  slight  de- 
crease in  the  output  of  bituminous  coal.  It  will  be  seen  from 


the  following  table  of  cars  of  soft  coal  loaded  daily  that  the  out- 
put on  Monday,  Tuesday  and  Wednesday  was  running  consist- 
ently below  that  on  the  corresponding  days  of  the  week  before. 
On  Thursday,  April  13,  however,  loadings  increased  to  11,480 
cars,  as  high  a  figure  as  any  recorded  since  the  strike  began. 

First   Week  Second  Week 

Monday.    April    3 11,415      Monday,   April   10    10.782 

Tuesday,    April   4..,  11,019      Tuesday.    April   11 10,678 

Wednesday,    April    5...  11,437       Wednesday.    April   12 10,979 

Thursday,    April    6 11,090       Thursday,    April    13 11,480 

Friday,    April    7 11,307 

Saturday,    April   8 8,938 

"The  current  production  is  less  than  the  districts  now  at 
work  are  able  to  produce  when  the  demand  for  coal  is  active. 
It  is  true  that  a  number  of  important  non-union  mines  in  the 
Connellsville  coke  region  and  in  Central  Pennsylvania  have  been 
closed  by  the  strike,  but  the  existing  demand  is  not  sufficient 
to  call  out  full  production  in  those  districts  remaining  at  work. 
From  mines  in  many  non-union  fields  reports  of  'No  market,' 
'Dull  demand,'  and  'Unbilled  coal,'  continue  to  be  received. 
The  number  of  loaded  cars  unconsigned  at  the  mines  was  very 
large  when  the  strike  began,  but  the  latest  reports  from  the 
railroads  show  that  it  is  increasing  rather  than  decreasing. 

"Evidences  multiply  that  the  country  was  heavily  stocked 
with  coal  on  April  1.  In  addition  to  the  coal  held  by  consumers, 
and  the  coal  on  the  Upper  Lake  Docks  and  in  storage  at  the 
mines,  there  was  a  heavy  tonnage  in  cars  at  the  mines  for  which 
no  billing  orders  had  been  received  by  the  railroads  when  April 
1  arrived.  The  total  quantity  of  coal  unbilled  in  cars  on  that 
date  exceeded  1,400,000  tons  of  bituminous  coal  and  115,000  tons 
of  anthracite. 

"Dumpings  of  bituminous  coal  over  Hampton  Roads  piers 
continued  to  decline  slowly  during  the  first  week  of  April.  A 
total  of  356,025  net  tons  was  handled,  as  against  372,432  tons, 
the  week  before.  Both  New  England  cargo  shipments  and  ex- 
ports declined  slightly." 


BILL  TO   REGULATE  COAL  TRAFFIC 

A  bill  (H.  R.  11281)  to  regulate  interstate  commerce  in 
coal,  introduced  by  Representative  Huddleston  of  Alabama,  pro- 
vides that  the  Commission  shall  allocate  and  apportion  to  coal 
mines  "a  just  proportion  of  cars  suitable  for  transporting  coal 
which  may  belong  to  or  be  in  the  possession  of  any  carrier 
engaged  in  interstate  commerce  from  which  such  mine  or  mine 
operator  may  under  existing  law  require  service." 

The  bill  also  provides  that  whenever  a  mine  shall  suspend 
production  of  coal  the  federal  court  of  the  district  shall  appoint 
a  receiver  on  petition  of  the  Attorney-General.  The  receiver 
would  then  operate  the  property  until  the  owner  gave  assurance 
that  he  would  resume  operations,  the  bill  provides. 


COAL  RATE  DIVISIONS 

The  Commission  has  ordered,  in  No.  13602,  Ohio  &  Kentucky 
Railway  Company  vs.  Louisville  &  Nashville,  the  production 
of  tonnage,  ton-mile  earnings  and  other  statistical  data  by  the 
carriers  parties  to  the  complaint,  pertinent  to  the  allegation  of 
the  complaining  road  that  the  divisions  out  of  joint  rates  on 
coal  now  accorded  to  it  by  the  defendant  are  unjust,  unreason- 
able and  unduly  discriminatory.  The  figures  are  to  be  presented 
at  or  before  a  hearing  on  the  matter  that  is  to  be  held  by  Ex- 
aminer C.  V.  Burnside,  in  Washington,  May  22.  The  data  are 
to  cover  the  years  1920  and  1921. 

Figures  concerning  traffic  other  than  coal  also  are  to  be  sub- 
mitted so  the  whole  picture  of  «the  complaining  road's  condition 
will  be  placed  before  the  Commission. 


ORDER  AND  LOCATION  OF  CARS 

Out  of  2,273,464  cars  on  line  as  of  April  1,  320,083  were  in 
bad  order,  according  to  the  semi-monthly  bulletin  of  the  car 
service  division  of  the  American  Railway  Association  issued  this 
week.  The  percentage  of  bad  order  cars  was  14  as  against  14.5 
on  March  15. 

By  classes  of  equipment,  the  report  showed  the  following 
bad  order  cars:  Box,  153,629  cars  or  14.9  per  cent  as  against  15.1 
per  cent  on  March  15;  refrigerators,  7,656  or  12.5  per  cent  as 
against  13.2  per  cent  on  March  15;  gondola,  133,774  or  13.9  per 
cent  as  against  14.8  per  cent  on  March  15;  stock,  9,682  or  11.7 
per  cent  as  against  12.1  per  cent  on  March  15;  flat,  12',230  or  12.5 
per  cent  as  against  the  same  per  cent  March  15. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars 
on  line  to  ownership  as  of  April  1  showed  the  following  Eastern 
district,  98.1  as  against  96.4  a  year  ago;  Allegheny  district,  100.3 
as  against  97  a  year  ago;  Pocahontas,  88  as  against  91.7  a  year 
ago;  Southern,  99  as  against  100.3  a  year  ago;  Western,  97.7  as 
against  97.8  a  year  ago;  all  districts,  98  as  against  97.3  a  year 
ago;  Canadian  roads,  93.3  as  against  95.9  a  year  ago. 

The  per  cent  of  home  .cars  on  roads  as  of  April  1  was  69 
per  cent.  By  classes  of  equipment  the  percentages  were  as  fol- 
lows: Box,  59.8;  refrigerator,  64.8;  gondola,  75.1;  stock.  86; 
flat,  81.3. 
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General  Freight  Service  Association 


(INCORPORATED) 


Transportation  and  Traffic  Specialists 

710-11-12  Laclede  Gas  Light  Building       ST.  LOUIS,  MO. 


I.  L  BtRUNGtME.  rr»M«a<  J.  F.  ROACH. 

W.  E.  M.CARRY,  Vk.  Pr.i.  uj  G«1  M«r.  M>«|w 

J.  C.  RTAN.  Tr.fc  M.n.|«r  ARTHUR  E.  HAID. 


D«pl. 


These  officers  have  had  years  of  experience  in  railroad 
service  and  are  in  position  to  render  expert  service  to  ship- 
pers anywhere  in  the  United  States. 

We  organize  traffic  departments  for  any  business  or  com- 
mercial body,  place  high-class  managers  in  charge  and 
fully  support  it  from  our  general  office. 

We  furnish  consulting  service  to  your  Traffic  Depart- 
ment, if  you  have  one,  or  will  give  you  expert  traffic  de- 
partment service  if  you  cannot  afford  to  have  a  department 
of  your  own. 

We  furnish  rates;  routes;  handle  rate  cases  with  rate 
committees;  prepare  and  handle  cases  before  the  Interstate 
Commerce  Commission,  State  Public  Service  Commissions, 
or  in  any  Court. 

We  trace  lost  or  delayed  shipments;  assist  in  securing 
cars  for  loading;  furnish  embargo  information,  finding  open 
routes  or  secure  permits. 

We  look  after  our  clients'  business  during  railroad 
strikes,  congestions,  or  other  transportation  emergencies. 

We  audit  freight  and  demurrage  bills  and  secure  refund 
of  overcharges. 

Consultation  service  furnished  on  engineering  problems 
involving  plant  locations,  track  layout,  etc. 

Inquiries  solicited.  List  of  satisfied  client*  furnished  on 
request. 

Ktftrence:  Union  Station  Truit  Co.,  St.  Louit,  Mo. 


BreakBulk 
Chattanooga 


Use  us  to: 


Forward  break-bulk  shipments 

Make  local  distribution 

Collect  drafts 

Handle  pool  cars 

Advance  on  warehouse  receipts 

We're  up  on  our  toes  for  service. 
Write  for  book  on  facts  and  rates. 


TRANSFER  &  STORAGE  CO 

CHATTANOOGA. TENN.      FK?1D.A  BRYAN    /V-t-.v 


Consult  us  regarding  your 

WAREHOUSING 
STORAGE 

DISTRIBUTION 


Main* 

R.ilro.d 


Daily  Deliveries  by  Zone  System 
within  ten  mile  radius 


Quincy  Market  Cold  Storage  and  Warehouse  Co. 


GEORGE  S.  LOVEJOY 

Manager  General  Storage  Department 
178  Atlantic  Avenue,  Boeton,  Man. 

Total  General  Storage  Capacity 
10,329,000  Cubic  Feet 


BATTERY 
,,/,          f  J  r\         L  WHARF  AND 

Wharfage  and  Dockage      CONSTITU- 

STORES 

Direct 

Connection 
With  Union 

Fralfht 
IUIIro.d 


Free  Store* 

Customs  Bonded  Stores 
Internal  Revenue  Bonded  Stores 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Trifflc  l«rrlc.  Corporation,  Colorado  Building,  Washington,  D.  C. 


Stoppage  in  Transit 

Oregon. — Question:  We  made  a  shipment  on  the  "A"  Rail- 
road and,  after  the  shipment  had  been  shipped,  we  were  advised 
that  the  consignee's  credit  was  bad  and  asked  the  carrier  to 
hold  the  shipment  for  our  disposition.  This  information  was 
given  to  the  carrier  in  ample  time  to  stop  the  shipment.  How- 
ever, when  the  carrier  wired  to  destination,  they  furnished  him 
with  the  wrong  waybill  number,  and  while  they  were  getting 
this  number  adjusted  the  shipment  in  question  was  delivered  to 
consignee  and,  so  far,  we  have  been  unable  to  make  collection. 

Have  we  a  legitimate  claim  against  the  carrier  and  on  what 
grounds?  Kindly  cite  some  previous  decision  on  matters  of 
this  kind. 

Answer:  Where  goods  sold  on  credit  are  delivered  to  a 
carrier  for  transportation  the  vendor  may,  in  case  the  vendee 
becomes  insolvent  before  the  carrier  has  delivered  the  goods 
to  him,  prevent  such  delivery  by  notice  to  the  carrier  not  to 
deliver  the  goods.  Such  notice  need  not  be  in  any  specific  form; 
it  is  enough  if  the  carrier  or  its  agent  is  advised  of  the  wish 
of  the  vendor  that  his  goods  should  not  be  delivered  to  the 
vendee  on  account  of  his  insolvency. 

On  receipt  of  a  notice  which  complies  with  the  requirements 
relating  thereto,  it  is  the  duty  of  the  carrier  to  return  the  goods 
to  the  vendor,  and  in  so  doing  it  incurs  no  liability  to  the  vendee. 
If  the  carrier  allows  the  consignee,  by  direct  or  indirect  means, 
to  get  possession  of  the  goods  after  the  consignee  has  exer- 
cised the  right  of  stoppage  in  transitu,  liability  to  the  consignor 
will  result.  Bell  vs.  R.  Co.,  159  N.  W.  914;  Morgan  vs.  R. 
Co.,  166  N.  W.  777;  Siegfried  vs.  Chicago,  etc.,  R.  Co.,  126  S.  W. 
798;  Rosenthal  vs.  Weir,  63  N.  E.  65. 

Delay    Resulting  from    Embargoes — Notice  to   Shipper 

Michigan. — Question:  Attached  copy  of  bill  of  lading  is  sim- 
ilar to  a  number  of  others  issued  in  April,  1920,  on  cars  of 
onions  in  Texas,  moving  to  Detroit,  Mich.,  and  other  points  East. 

The  agent  at  point  of  origin  would  not  accept  these  onions 
unless  our  representative  signed  the  notation  made  by  the  car- 
rier on  the  bill  of  lading,  reading,  "Due  to  present  strike  emer- 
gency, the  A.  B.  C.  Railroad  Company  agrees  to  make  delivery 
at  stations  on  its  own  line  only.  Reconsignment  will  only  be 
accepted  at  shipper's  risk  of  delay  account  embargoes.  Shippers 
hereby  release  carriers  from  all  liability." 

These  cars  were  billed  to  a  point  on  their  line  and  held 
from  six  to  eight  days  before  new  bills  of  lading  were  issued 
and  rconsigning  instructions  accepted.  In  the  meantime  markets 
in  this  section  were  bare  and  when  cars  did  come  forward  they 
all  came  at  the  same  time,  causing  a  sharp  decline  in  the  market 
price  and  a  heavy  loss  for  shippers. 

The  other  bill  of  lading  is  similar  with  the  exception  that 
cars  were  billed  direct  from  point  of  origin  to  destination.  Later 
on,  bills  of  lading  merely  carried  the  notation,  "Shipment  sub- 
ject to  delay,"  and  later  this  was  also  eliminated,  but  all  cars 
were  in  transit  from  point  of  origin  to  Toledo  or  Detroit  from 
fifteen  to  twenty  days  and  to  points  farther  east  from  eight  to 
twelve  days  additional. 

We  are  desirous  of  having  your  opinion,  with  any  authority 
covering  similar  cases,  if  you  have  any,  as  to  the  liability  of 
carriers  and  our  prospects  for  recovering  damages  on  decline 
in  market  prices  and  deterioration  of  onions  caused  by  long 
delay  in  transit. 

Answer:  A  carrier  is  not  an  insurer  against  delay  in  the 
transportation  of  goods.  Hence  the  general  rule  is  that,  in  the 
absence  of  special  contract  binding  the  carrier  to  deliver  within 
a  special  time,  mere  delay  in  transportation  does  not  create  any 
liability  to  respond  in  damages.  The  carrier  is  bound  to  use 
reasonable  diligence  and  care,  and  only  negligence  will  render 
it  liable,  unless  a  stipulated  time  is  fixed  in  the  contract. 

Where  goods  are  tendered  to  a  carrier  for  transportation,  it 
is  bound  to  advise  the  shipper  as  to  any  cause  likely  to  delay 
transportation,  which  cause  is  within  its  knowledge,  or  within 
its  fair  and  reasonable  means  of  knowledge,  and  not  within  the 
knowledge  of  the  shipper;  and,  if  it  fails  in  its  duty  in  this 
respect,  a  delay  in  the  transportation  of  the  goods  will  not  be 
excused. 

When  the  carrier  has  complied  with  its  duty  in  respect  of 


giving  notice,  it  should  not  be  held  responsible  for  a  delay  which 
it  cannot  prevent  if  the  shipper  still  insists  on  delivering  his 
property  for  shipment,  and  an  express  agreement  between  the 
carrier  and  the  shipper  is  not  necessary  to  exempt  the  carrier 
from  liability  for  delay  in  delivery  due  to  such  conditions.  Mis- 
souri, etc.,  R.  C.  vs.  Stark  Grain  Co.,  131  S.  W.  410;  Bowles 
vs.  R.  Co.,  187  S.  W.  131;  Stewart  vs.  R.  Co.,  225  S.  W.  1029. 

Carload  Rate  for  Carload  Service 

New  York. — Question:  We  ordered  a  car  to  carry  24  squares 
roofing  slate,  which  weighs  approximately  700  pounds  per  square. 
Through  error  we  inserted  estimated  weight  of  28,000  pounds  on 
bill  of  lading.  No  scales  being  at  shipping  point,  shipment  was 
weighed  en  route,  on  carrier's  scales,  and  weighed  18,000  pounds. 
Destination  carriers  collected  for  28,000  pounds. 

We  have  filed  claim  for  10,000  pounds  with  originating  car- 
rier, but  they  decline  to  settle,  claiming  that  inasmuch  as  we 
had  ordered  a  car  for  this  consignment,  they  must  protect  the 
carload  rate  at  minimum  weight. 

Our  contention  is  that  inasmuch  as  this  consignment  was 
subject  to  the  less-carload  rate  at  actual  weight,  that  the  carload 
rate  should  not  apply,  as  we  ordered  a  car  to  save  handling 
through  the  freight  house. 

Answer:  The  Interstate  Commerce  Commission  has,  in  sev- 
oral  cases,  ruled  that  where  shipments  are  tendered  to  a  carrier 
as  carload  shipments  the  carload  rate  and  minimum  weight  must 
be  assessed,  even  though  the  less-than-carload  rate  at  actual 
weight  makes  a  lower  charge.  See  Passow  &  Sons  vs.  C.  M. 
&  St.  P.,  37  I.  C.  Q.  C.  711;  Sam  H.  Kyle  vs.  M.  K.  &  T.,  42 
I.  C.  C.  335;  Columbian  Iron  Works  vs.  Sou.  Ry.  Co.,  45  I.  C.  C. 
173,  and  Walter  Zelnicker  Supply  Co.  vs.  T.  &  O.  C.  Ry.,  51 
I.  C.  C.  133. 

In  these  cases  the  Commission  has  distinguished  a  carload 
shipment  from  a  less-than-carload  shipment  by  the  manner  in 
which  the  shipments  are  tendered  to  the  carrier. 

Unless  the  shipment  in  question  was  marked  in  accordance 
with  the  provisions  of  the  classification  governing  the  marking 
of  less-than-carload  shipments,  the  manner  in  which  it  was  ten- 
dered was  not  such  as  to  give  the  carrier  notice  that  a  less- 
llian-carload  shipment  was  intended. 

Carload   vs.    Less-than-Carload   Shipments 

Massachusetts. — Question:  Referring  to  your  reply  to 
"Ohio"  in  Feb.  11,  1922,  issue,  page  333,  we  would  call  your 
attention  to  the  fact  that  you  have  evidently  overlooked  Con- 
solidated Freight  Classification  No.  2,  rule  15,  section  1,  which 
reads,  in  part,  as  follows: 

"The  charge  for  a  car  fully  loaded  must  not  exceed  the 
charge  for  the  same  lot  of  freight  if  taken  as  a  less-than-carload 
shipment." 

The  foregoing,  combined  with  rule  6,  section  2-B  as  to  mark- 
ing, would,  in  my  opinion,  entitle  the  consignee  to  the  less-than- 
carload  rate  if  cheaper  than  the  carload  basis. 

Answer:  In  our  answer  to  "California,"  on  page  778  of  the 
April  8  issue,  we  have  given  our  views  as  to  whether  the  less- 
than-carload  rate  is  to  be  applied  as  a  maximum  on  a  carload 
shipment  under  the  provisions  of  rule  15  of  the  Consolidated 
Classification.  As  we  state  in  this  answer,  we  do  not  read  the 
rule  as  authorizing  the  application  of  the  less-than-carload  rate 
as  a  maximum  on  a  shipment  tendered  as  a  carload  shipment. 

Reparation — Subsequently    Reduced    Rate 

New  York.— Question:  Under  date  of  March  21,  1919,  we 
requested  the  Official  Classification  Committee  to  establish  a 
fourth  class  rating  to  apply  on  prepared  coffee  in  carload  quan- 
tities. The  classification  committee  was,  at  that  time,  working 
on  the  first  Consolidated  Classification  and,  for  that  reason,  the 
carload  rating  of  fourth  class  did  not  become  effective  until 
August  15,  1920,  nearly  fifteen  months  after  the  date  of  our  ap- 
plication. Also,  we  are  unable  to  find  that  any  opposition  was 
made  against  the  establishment  of  the  carload  rating,  as  re- 
quested- 

During  the  period  from  March  21,  1919,  to  August  15,  1920, 
we  made  several  carload  shipments  of  this  commodity.  Charges 
on  these  shipments  were  based  and  collected  on  the  second 
class  any-quantity  rating.  We  filed  informal  complaints  with 
the  delivering  lines  requesting  reparation  down  to  the  basis  of 
the  carload  rating  established  August  15,  1920.  These  claims 
were  favorably  considered  by  all  carriers  involved,  except  "Z" 
Railroad  Company  and  the  Official  Classification  Committee. 
However,  "Z"  Railroad  agreed  to  submit  their  application  to  the 
Interstate  Commerce  Commission  in  line  with  the  action  taken 
by  the  other  carriers. 

We  are  now  in  receipt  of  a  copy  of  a  letter  from  the  Com- 
mission to  the  carriers  which  submitted  the  applications  advising 
that  the  charges  exacted  on  the  shipments  involved  in  this  case 
are  not  shown  by  the  facts  of  record  to  have  been  unreasonable 
or  otherwise  unlawful  and,  as  in  the  absence  of  such  a  showing 
the  Commission  has  no  authority  to  award  reparation,  the  claim 
is  denied. 

Kindly  advise  if,  in  your  opinion,  we  would  be  able  to  secure 
reparation  on  the  formal  or  informal  docket  or  if  there  are  any 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  Home  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

9M.M*  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVESTON 


INDIANAPOLIS,  IND.f 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  car*  arc  operated  daily   out   of  Dallas  to   Laredo  for 
Mexican  point*.    Good*  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  switching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


NEW  YORK  WATERFRONT 

* 

STORAGE  AND  HANDLING  RATES  ARE  LOW. 
DON'T  LET  GENERALIZATIONS  TURN  YOU 
FROM  WAREHOUSING  MOST  ADVANTAGEOUS- 
LY WITH  US  IN  THE  WORLD'S  GREATEST  PORT. 

OBTAIN  UNQUESTIONED  FACILITIES:  CLEAN- 
DEPENDABLE—  STANDARDIZED  WAREHOUS- 
ING. SELECT  YOUR  WAREHOUSEMAN  AS  YOU 
WOULD  YOUR  OWN  BANKER. 

MERCHANDISE  STORAGE  CO.,  Inc. 


3/6  NORTH  PIER  STREET. 


BROOKLYN,  N.  Y. 


ATLANTA,  GEORGIA 

Security  Warehouse  Company 


100,000  Square   Feet  Floor  Space 


'Bankers  of  Merchandise" 


Mr.  Traffic  Man: 

Do  you  have  Storage  and  Distribu- 
tion problems  at  ATLANTA  ?  If  so, 
we  have  the  facilities  and  experience 
to  be  of  real  service  to  you. 


FREIGHT  RATES  FOR  SHIPPERS 


fRDGHTltMl 


W.  J.  HARTMAN.      

73 Z    FEDERAL  ST. 
CHICAGO.  U.  S.  A 


From  points  in  the  Eastern  Seaboard,  Central 
and  Middle  Western  Territories  to  Stations 
West  of  the  Mississippi  River,  also  Wisconsin, 
Illinois,  Indiana,  Ohio  and  Michigan,  as  well 
as  East  Bound  Class  Rates  from  Western 
Basing  Points  to  Stations  East  of  the  Indiana- 
Illinois  State  Line. 

A  reproduction  of  the  Class  and  Commodity 
Freight  Rates,  issued  in  loose  leaf  form  with 
a  monthly  distribution  of  revised  pages. 


A  RECORD  OF  RATES  THAT  EVERY  TRAFFIC  DEPARTMENT  NEEDS 


Thi»  Publication  will  be  sent  to  you  for  Inspection  without 
coat  or  obligation  If  we  are  given  the  privilege. 
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cases  on   record   where   a   question   of  this   character   has   been 
decided. 

Answer:  The  Commission  has  held  in  numerous  cases  that 
neither  the  subsequent  reduction  of  a  rate  nor  the  willingness 
expressed  by  carriers  to  make  reparation  will  in  and  of  itself 
justify  an  award  of  reparation.  Ferguson  &  Sons  Gro.  Co.  vs. 
A.  B.  &  A.,  45  I.  C.  C.  81;  Mt.  Pleasant  Fertilizer  Co.  vs.  L.  & 
N.,  50  I.  C.  C.  253;  Steel  Cities  Chemical  Co.  vs.  Director-General, 
56  I.  C.  C.  723. 

The  Commission  has,  however,  upon  proof  of  the  unreason- 
ableness of  the  rate  charged,  awarded  reparation  to  the  basis 
of  the  subsequently  established  rate.  See  Crump  Co.  vs.  Di- 
rector-General, 60  I.  C.  C.  761;  Transcontinental  Freight  Co.  vs. 
Director-General,  58  I.  C.  C.  187;  Chevrolet  Motor  Co.  vs.  Di- 
rector-General, 57  I.  C.  C.  149;  Bert-Clymer  Mfg.  Co.  vs.  Director- 
General,  60  I.  C.  C.  153. 

Forwarding    Agents — Liability    of 

Minnesota. — Question:  About  two  years  ago  this  company 
shipped  a  gang  plow  to  a  man  in  North  Dakota.  It  was  for- 
warded on  an  order  bill  of  lading  and  the  bill  of  lading  sent  to 
a  bank  with  a  draft  attached  for  our  drayage.  The  draft  was 
not  paid  anil  the  shipment  was  left  in  the  railroad  company's 
hands.  The  railroad  company  notified  us  that  the  shipment  was 
uncalled  for,  but  we  gave  them  no  disposition.  We  are  just  in 
receipt  of  a  statement  from  the  carrier  for  the  freight  and  about 
two  years'  storage.  We  are  refusing  to  pay  these  charges  on 
the  grounds,  first,  that  we  are  not  the  owner  of  the  shipment, 
merely  acting  as  agent  of  the  owner  in  forwarding  it,  and,  sec- 
ondly, that  the  carrier  was  negligent  in  holding  this  shipment 
for  such  a  long  period  rather  than  selling  it  to  satisfy  their 
charges. 

Will  you  please  advide  whether  or  not  we  can  be  held  re- 
sponsible for  these  charges  under  the  conditions  above  set 
forth?  We  would  also  appreciate  your  advising  what  method 
to  pursue  in  the  future  when  shipments  forwarded  by  us  are 
refused  at  destination.  Can  we  relieve  ourselves  of  all  liability 
for  storage  and  freight  by  writing  the  carrier  that  we  have  no 
interest  in  the  shipment  and  instruct  them  to  sell  it,  as  provided 
by  law,  to  satisfy  their  lien?  Just  what  is  our  responsibility 
in  acting  as  agent  of  the  owner  in  forwarding  shipments  of 
household  goods  and  other  commodities? 

Answer:  A  mere  forwarding  agent  who  does  not  receive 
goods  into  his  custody,  but,  as  agent  for  the  shipper,  merely 
contracts  for  their  transportation  by  carriers,  and  who  has  no 
interest  in  the  freight,  but  receives  compensation  from  the  ship- 
per as  his  agent,  is  not  a  common  carrier,  and  he  is  liable  only 
for  want  of  ordinary  care.  He  is  not  an  insurer  of  the  safety 
of  the  goods  during  transportation,  or  before,  but  is  liable  only 
for  his  own  negligence  or  that  of  his  agents.  But  a  forwarding 
agent  who  receives  goods  for  transit,  issues  bills  of  lading, 
makes  contracts  in  his  own  name  with  a  railroad  company  for 
carriage,  is,  as  to  a  person  with  whom  he  contracts  for  the  de- 
livery of  goods,  a  common  carrier  and  liable  as  such. 

In  the  instant  case,  if  the  shipment  was  forwarded  and  bills 
of  lading  showing  your  company  as  shipper  were  taken  out,  we 
are  of  the  opinion  that  the  carrier  can  hold  you  for  the  freight 
and  storage  charges.  A  common  carrier  may,  after  complying 
with  the  statutory  provisions,  sell  goods  for  its  charges,  but  we 
know  of  nothing  which  makes  it  the  duty  of  the  carrier  to 
dispose  of  the  goods  within  any  particular  period  of  time. 

If  goods  are  forwarded  in  your  name  as  shipper,  you,  as 
the  party  with  whom  the  contract  of  carriage  is  entered  into, 
are  liable  to  the  carrier  for  the  freight  charges  if  the  goods 
are  refused  and,  so  far  as  we  can  see,  your  only  recourse  is 
against  the  owner  of  the  goods. 

Liability  of  Carrier  for  Loss  of  Coal  in  Transit 

Missouri. — Question:  Our  company  is  the  receiver  of  large 
amounts  of  coal  from  mines  within  a  radius  of  25  to  250  miles. 
Our  scale  is  under  the  jurisdiction  of  the  Western  Weighing 
and  Inspection  Bureau  for  outbound  material,  but  not  for  in- 
bound material.  We  weigh  all  the  inbound  coal  over  track 
scales,  which  are  tested  at  regular  intervals  by  the  railroads, 
and  their  weighmaster  issues  certified  weight  certificates  for 
all  cars. 

We  are  finding  quite  a  lot  of  difference  between  the  mine 
weights  on  coal  and  our  weights,  and  our  filing  claim  for  same 
allowing  the  railroad  1  per  cent  for  scale  variation  supporting 
our  claims  with  the  weight  certificate  of  the  shipping  mine, 
the  original  bill  of  lading,  our  weight  certificate,  which  is  wit- 
nessed by  the  railroad's  train  crew  foreman  at  the  time  our 
weighmaster  weighs  the  car. 

In  quite  a  few  cases  the  railroads  come  back  and  state  that 
they  have  traced  car  from  point  of  origin  to  destination,  and 
cannot  find  where  the  cars  were  damaged  in  transit.  The  load 
shows  no  visible  depression,  and  the  car  is  in  apparent  good 
order,  and  therefore  they  ask  for  withdrawal  of  the  claim.  In 
many  cases  the  shortage  runs  up  to  four  and  five  thousand 
pounds. 

Will  you  kindly  advise  in  view  of  our  witnessed  weight 
certificate  if  the  railroad  should  not  amend  the  bill  to  the  basis 


of  our  weight,  or  what  your  conclusions  are  in  the  matter;  also 
how  we  may  further  support  our  claims. 

I  have  two  claims  before  me  at  present  in  which  the  rail- 
road company  state  the  coal  was  loaded  too  high,  and  was 
rolling  off  the  side  of  car  when  it  reached  destination,  and  that 
it  was  impossible  for  them  to  handle  the  car  without  a  certain 
loss.  They  state  they  believe  that  it  is  one  that  should  not 
be  held  responsible  for,  but  it  should  be  handled  by  the  ship- 
pers and  credit  memo,  furnished  them. 

In  view  of  the  railroad  accepting  the  cars  and  signing  bills 
of  lading  for  certain  amount  of  coal  in  the  cars,  will  you  advise 
if  it  is  not  their  liability  for  accepting  the  cars  in  an  overloaded 
or  not  properly  loaded  condition? 

Answer:  Unless  the  difference  between  the  mine  and  des- 
tination weights  is  caused  by  the  overloading  of  the  cars,  as 
suggested  by  the  carrier,  the  evidence  furnished  by  you  in  sup- 
port of  your  claim  seems  to  be  sufficient  and,  in  fact,  as  com- 
plete as  possible. 

As  to  the  question  of  negligence  in  loading  goods  offered 
for  transportation,  the  decisions  of  the  courts  are  conflicting, 
decisions  of  certain  courts  holding  that  when  the  shipper  loads 
freight  on  a  car  for  shipment,  the  carrier  who  receives  the  car 
as  loaded  is  not  liable  for  damage  which  arises  from  the  defects 
in  the  loading,  .the  carrier  not  being  called  on  to  see  that  the 
shipper  has  properly  performed  his  duty  in  this  regard,  while 
other  decisions,  including  a  decision  of  the  Supreme  Court  of 
the  United  States  (Hannibal,  etc.,  R.  Co.  vs.  Swift,  79  U.  S.  262) 
that  a  carrier  is  liable,  even  though  the  goods  are  improperly 
loaded,  particularly  if  apparent  to  the  ordinary  observation  of 
the  carrier's  servants.  None  of  these  cases  relate  to  shipments 
of  coal,  but  the  same  principles  should  govern. 

Misrouting — When  Complete  Routing   Instructions  Given,  Carrier 
Not  Obliged  to  Forward  via  Intermediate  Line  Not  Specified 

Missouri. — Question:  On  March  16,  1920,  we  made  ship- 
ment of  a  carload  of  rough  rolled  glass,  billed  as  follows:  "Con- 
signed to  John  Doe,  Portland  Sidney — Destination  Phoenix, 
Arizona,  Route — Mo.  Pac.  c|o  A.  T.  &  S.  F.  c|o  A.  &  E." 

This  should  have  read  Portland  Siding  instead  of  Portland 
Sidney.  There  being  no  through  rates  to  Portland  Siding,  Ariz, 
(this  is  now  called  Cactus,  Ariz.),  we  used  a  rate  of  $1.69  per 
cwt.,  which  is  applicable  to  Phoenix,  Ariz.,  figuring  Portland 
Siding  intermediate.  However,  the  Santa  Fe  carried  this  ship- 
ment through  to  Phoenix  and  delivered  to  A.  &  E.  to  make 
delivery.  The  A.  &  E.  used  their  local  from  Phoenix  to  Port- 
land Siding.  Had  the  Santa  Fe  delivered  this  to  the  Southern 
Pacific  at  Iteming  and  let  it  move  to  Maricopah  to  the  A.  &  E., 
which  would  have  brought  Portland  Siding  intermediate  to  Phoe- 
nix, this  rate  would  have  been  applicable.  It  further  develops 
that  after  this  shipment  arrived  at  Phoenix  the  A.  &  E.  deliv- 
ered it  to  Portland  Siding  to  a  different  consignee — upon  whose 
instructions  we  have  been  unable  to  ascertain.  This  resulted 
in  an  overcharge  of  $40.79.  Inasmuch  as  we  sold  this  f.  o.  b. 
destination  and  we  are  the  losers  as  far  as  this  overcharge  is 
concerned,  have  we  no  recourse  toward  obtaining  a  refund  of 
this  overcharge? 

Answer:  The  difficulty  here  presented  is  that  you  have 
forwarded  the  shipment  via  a  route  over  which  the  rate  is 
higher  than  that  applicable  had  an  intermediate  line  been  also 
specified  on  the  bill  of  lading,  which  line  forms  part  of  the 
lower  rate  route.  Your  routing  instructions  were  complete  and 
the  Santa  Fe  was  under  no  obligation  to  short-haul  itself  by 
turning  the  shipment  to  its  competitor. 

The  Interstate  Commerce  Commission  has  held  in  several 
cases  that  when  a  consignor  specifies  routing  by  a  carrier,  or 
carriers,  which  in  connection  with  the  originating  line  forms 
a  through  route  from  point  of  origin  to  destination,  the  initial 
carrier,  cannot  be  charged  with  having  misrouted  the  shipment 
if  it  bills  over  that  route  instead  of  selecting  a  cheaper  route 
in  which  these  carriers  participate,  but  with  a  third  line  inter- 
vening. Stebbins  vs.  D.  L.  &  W.,  42  I.  C.  150;  Dulweber  vs. 
Y.  &  M.  V.,  45  I.  C  C  548 

Damages — Measure  of 

Florida — Question:  Under  section  twenty  of  the  interstate 
commerce  act,  which  governs  claims  for  loss  of  or  damage  to 
shipments,  and  the  ruling  by  the  United  States  Supreme  Court 
in  the  McCaull-Dinsmore  case,  that  destination  market  price 
governs,  is  not  a  line  that  will  pay  a  claim  on  a  wholesale  basis 
to  a  concern  in  the  wholesale  business,  discriminating  against 
a  retail  firm,  when  they  decline  to  pay  his  claim,  on  his  retail 
price,  on  the  grounds  that  had  the  goods  been  delivered  in  good 
condition,  as  was  the  balance  of  the  shipment,  the  retailer 
would  have  received  his  price  for  said  shipment,  as  is  shown 
by  sales  of  part  shipment,  or,  in  case  of  lost  shipment,  his 
price  at  time  shipment  should  have  arrived?  This  subject  may 
have  been  threshed  out  and  answered  before  this,  but  it  appears 
to  me  that  where  the  wholesaler  has  an  actual  loss,  so  does  the 
retailer. 

Answer.  The  general  rule,  as  applied  by  the  courts,  is  that 
the  market  value  at  destination  or,  in  the  absence  of  a  market 
value,  the  actual  or  intrinsic  value  of  the  goods,  that  is,  the 
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"Ship  by  Water" 

PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 

AND 

Los  Angeles.    San  Francisco 

Portland,   Astoria, 
Seattle  and  Tacoma 

Thru  bill,  of  lading  laauad  to  San  Di.to.  Oakland.  Stockton  and 

Sacramanlo.  California;  Hawaiian  and  Far  Eaat  Portal 

Gray.  Harbor  and  Puf.1  Sound.  Waah. 

For  rates.  Datc«  of  Sailini  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15   Moore  Street,   New  York  Tah,.a...  iawfc.  Craa.  73S4 

Baltimore.  Md.  Philadelphia,  Pa.  Pittsburgh,  Pa. 

J»  South  Straat  Dr. ..I  Build, nf  Olir,r  Bulldinc 

AaJalawlraa<k  OaV..  ia  U.  .igiln.  Saa  Fraariata.  fnHniJ.  SaaHla  aW  TataaM 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without  Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tien  tsin  Taku  Bar), 
Tsingtao,  Chinwangtao  and  Dairen 

SS  HANAWA    .....     %    •     •     •    April  17 
SS  WEST  KEATS     .......      May  17 

Shanghai,  Manila,  Hongkong 

SS  HANAWA    .........    April  17 

SS  WEST  KEATS     .......      May  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  regarding  Space,  Rates,  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC.,        »  B"Slw'«'  . 

New  York  City 

UNITED  AMERICAN  LINES,  INC,    »»  So£n11<j£0s<'jl17  Slr~t- 
R.  T.  JOHNS  &  COMPANYNC, 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND.  OREGON 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  Large,  sheltered  harbor. 

Modern  steel  and  concrete  pier    ac- 
commodations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y  .  N.  H.  fc  H.  Railroad 
with  tracks  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1,250,000  sq.  ft. 


Direct  steamer  service  to  Lisbon,  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

or 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 
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fair  and  reasonable  value  of  the  goods  is  to  be  used  in  arriving 
at  the  amount  of  damages. 

Where  the  market  value  is  used  the  courts  as  a  rule  do  not 
distinguish  it  as  either  the  wholesale  or  retail  market  value,  but 
speak  only  of  the  market  value. 

It  seems  to  be  fairly  well  definitely  settled,  however,  that,  in 
the  event  of  the  loss  of  or  damage  to  a  carload  shipment,  the 
owner  is  entitled  only  to  the  wholesale  market  value  at  destina- 
tion (C.  R.  I.  &  P.  Ry.  Co.  vs.  Broe,  86  P.  441;  K.  C.  M.  &  O., 
38  S.  W.  367;  C.  M.  O.  &  T.  P.  vs.  Hansford  &  Son,  100  S.  W. 
251),  but  decisions  are  lacking  to  clearly  show  what  the  measure 
of  or  damage  to  an  L.  C.  L.  shipment,  that  is,  whether  the  owner 
is  lost  or  damages  or  what  the  measure  of  damages  is  for  loss 
of  or  damage  to  an  L.  C.  L.shipment,  that  is,  whether  the  owner 
is  entitled  to  the  retail  or  the  wholesale  price. 

The  invoice  price,  plus  freight  charges,  while  representing 
the  replacement  cost  only,  and  not  being  fully  compensatory, 
particularly  where  it  is  certain  that  the  goods  lost  or  damaged 
could  have  been  disposed  of,  nevertheless  will  and  in  fact  must 
seemingly  be  used  in  many  instances,  for  the  reason,  that  as 
the  determination  of  the  "retail  price  of  goods  is  in  the  hands 
of  the  owner,  the  carriers  are  not  willing  to  accept  the  value 
as  fixed  by  him. 

If,  however,  suit  is  filed,  evident  of  the  retail  price  would 
no  doubt  be  received  in  determination  of  the  value  to  be  used 
in  fixing  the  amount  of  the  damages. 

Damages — Measure  of 

Massachusetts. — Question:  A  shipment  of  Easter  lilies, 
shipped  by  express,  charges  "collect,"  arrived  at  destination  in 
a  damaged  condition  caused  through  the  plants  having  been 
exposed  so  that  smoke1  and  cinders  damaged  the  buds  to  such 
an  extent  that  they  were  not  salable.  Consignee  accepted  ship- 
ment and  was  able  to  dispose  of  the  plants  after  taking  off  the 
defective  buds. 

Consignee  now  wishes  to  place  claim  against  the  express 
company  for  the  value  of  the  damaged  buds.  As  there  is  no 
market  value  for  these  at  destination,  should  the  claim  be  based 
on  the  market  value  at  point  of  origin  or  at  the  retail  price 
at  destination,  as  the  consignee  stands  to  lose  considerable  on 
account  of  the  negligence  of  the  express  company? 

Is  it  also  proper  to  include  man's  time  taken  up  in  fixing 
the  damaged  plants  so  that  they  could  be  disposed  of? 

Answer:  Where  goods  are  injured  in  transit  through  the 
negligence  of  the  carrier,  the  owner  of  the  goods  is  entitled  to 
recover  the  difference  between  the  value  of  the  goods  at  the 
time  and  place  of  delivery  in  an  uninjured  condition  and  their 
value  in  the  depreciated  condition  in  which  they  were  delivered, 
less  the  freight  charges  to  the  point  of  destination  if  they  have 
not  already  been  paid. 

Where  the  owner  has  been  put  to  expense  in  putting  the 
goods  in  salable  condition,  this  amount  may  also  be  recovered, 
provided  the  value  of  the  goods  when  reconditioned  exceeds  the 
value  when  received  by  an  amount  at  least  equal  to  the  cost 
of  reconditioning  the  goods. 

Answer:     Where  goods  are  injured  in  transit  through  the 

The  measure  of  damages,  under  such  circumstances  is  the 
difference  between  the  value  of  the  goods  as  reconditioned  and 
their  value  had  they  been  received  in  good  condition,  plus  the 
expense  of  reconditioning  the  goods. 

The  retail  price  of  the  goods  at  the  time  and  place  of  de- 
livery is  evidence  of  the  value  of  the  goods,  which  may  be  used 
in  determining  the  amount  of  the  damage. 

Freight — Collection   of,  from  Consignee 

Louisiana. — Question:  Since  March  15  we  are  being  ten- 
dered shipments  of  lumber  on  which  the  shippers  are  availing 
themselves  of  the  protection  accorded  under  section  7  of  the 
new  uniform  bill  of  lading. 

For  our  protection  and  that  the  delivering  carrier  may  be 
properly  informed,  we  are  using  a  rubber  stamp  on  the  way- 
bills covering  such  shipments,  reading  as  follows:  "Notice — 
This  shipment  is  to  be  delivered  to  the  consignee  without  re- 
course on  the  consignor  for  freight  and  other  lawful  charges. 
See  section  7,  uniform  bill  of  lading." 

Do  you  not  consider  this  information  on  the  billing  pertinent? 

Answer:  The  notation  which  you  are  placing  on  waybills 
as  to  the  collection  of  freight  charges,  seems  to  us  to  be  a 
proper  one  and  one  which  should  tend  to  prevent  the  delivery 
of  such  shipments  without  the  collection  of  the  freight  charges, 
particularly  where  the  goods  moving  on  straight  bills  of  lading 
are  delivered  without,  the  surrender  of  the  bill  of  lading. 

Freight  Charges — Liability  of  Distribution  Agent  Acting  as 
Consignor  for 

Massachusetts. — Question:  During  the  .embargo  period  in 
July,  1920,  we  received  a  carload  of  household  goods  from  a 
manufacturer  at  point  A  in  New  York  state,  and  we  in  turn  as 
distribution  agents,  sent  these  goods  out  as  L.  C.  L.  shipments 
"prepaid." 

On  March  6,  1922,  the  local  freight  office  sent  us  a  corrected 
bill  on  one  of  these  prepay  shipments,  which  showed  a  balance 


in  their  favor,  due  to  an  error  on  their  part  in  making  out  the 
first  bill. 

We,  of  course,  paid  the  corrected  bill  as  rendered,  and  tried 
to  collect  from  the  parties  for  whom  the  original  transaction 
was  carried  on,  but  both  of  whom  claim  inability  to  adjust  the 
matter  at  such  a  late  date. 

What  responsibility  is  on  the  carrier,  if  any,  and  what  re- 
course would  we  have  in  pursuing  the  matter  further? 

Answer:  Under  the  law  the  carrier  must  collect  the  legally 
published  rate  and  may  recover  the  amount  of  an  undercharge 
from  the  consignor  as  the  party  with  whom  the  contract  of 
carriage  was  entered  into,  the  consignor  being  primarily  liable 
for  all  or  any  part  of  the  uncollected  freight  charges. 

Your  only  recourse  is  against  the  party  for  whom  you  were 
acting  as  distribution  agent. 

Unreasonable   Detention   of   Private  Cars 

Missouri. — Question:  On  December  31,  1920,  we  had  shipped 
to  us  from  A,  on  the  X  Railroad,  an  empty  flat  car,  consigned 
to  ourselves  at  B,  on  a  straight  bill  of  lading,  routed  via  X 
Railroad,  in  care  of  the  Y  Railway.  Charges  were  assessed 
and  paid  on  the  tariff  rate  of  17  cents  per  mile. 

The  physical  connection  between  the  X  Railroad  and  the 
Y  Railway  ori  this  particular  move,  is,  as  we  understand  it,  at 
Bridge  Junction,  Ark.,  but  instead  of  the  car  being  delivered  to 
the  Y  Railway  at  that  point  it  was  handled  by  the  X  Railroad 
into  Memphis,  Tenn.,  and  there  allowed  to  be  loaded  with  a 
shipment  in  which  we  had  no  interest,  to  a  point  other  than 
the  billed  destination,  although  it  was  an  empty  car  under  reve- 
nue movement. 

The  car  finally  arrived  at  B  on  February  24,  1921,  53  days 
after  shipment  from  A.  The  car,  after  diversion  from  its  origi- 
nal destination,  was  repaired  at  Memphis,  Tenn.,  by  the  5 
Railway  Company  early  in  January,  1921,  and  again  by  the  T 
Railroad  at  Memphis  about  a  month  later,  and  in  both  cases 
the  repair  bills  were  sent  to  us  as  owners  of  the  car  for  pay- 
ment. We  understand  that  car  owners  are  liable  for  running 
repairs  to  their  cars,  even  though  under  empty  revenue  move- 
ment such  as  ours,  but  in  this  case  we  do  not  feel  that  we 
should  be  made  to  pay  these  repair  bills  because  the  car  be- 
came in  bad  order  after  being  diverted  from  its  original  des- 
tination and  put  into  service  for  shippers  other  than  ourselves. 

We  estimate  the  car  was  unnecessarily  delayed  41  days 
through  this  improper  use,  because  several  other  empty  flat 
cars  were  shipped  to  us  from  A  under  revenue  movement  at  the 
same  time  this  car  was  shipped,  which  arrived  at  D  in  from  ten 
to  twelve  days,  and  without  any  repairs  en  route. 

We  have  refused  to  pay  these  car  repair  bills  for  reason 
above  stated  and  in  addition  have  filed  claim  on  a  per  diem 
basis  at  the  rate  of  $1  per  day  for  unnecessary  delay  to  this 
car,  due  to  its  diversion  from  the  original  destination  and  used 
for  freight  other  than  our  own  for  the  convenience  of  various 
other  railroads  who  had  absolutely  no  ownership  interest  in 
this  car. 

The  railroads  insist  that  we  must  pay  the  car  repair  bills 
and  are  willing  to  only  allow  us  a  mileage  payment  to  cover 
the  mileage  traversed  by  the  car  while  misused  by  them. 
Please  advise  if,  in  your  opinion,  our  position  is  correct,  citing 
authorities  in  substantiation  thereof. 

Answer:  In  several  recent  cases  the  owners  of  private 
cars  have  been  awarded  damages  for  unreasonable  delay  to 
private  cars,  the  damages  being  based  upon  the  rental  value 
of  the  car  and  not  on  a  mileage  basis.  See  Empire  Refineries, 
Incorporated,  vs.  Guaranty  Trust  Co.  of  New  York,  271  Fed. 
668,  and  Gustafson  vs.  M.  C.,  129  N.  E.  516. 

We  are  of  opinion  that,  in  the  instant  case,  you  can  recover 
on  this  basis. 


Digest  of  New  Complaints 


No.  13120,  Sub.   No.  8.     American  Fruit  Growers,  Inc.,   New  York  Di- 
vision, vs.  Pennsylvania. 

Complains   that   defendant  refused  to  deliver   carloads   of  vege- 
tables  from   southern  points  to  New  York  City,   shipments   being 
stopped  at  Kearney  and  Jersey  City  N.  J..  and  necessitating  cart- 
age charges  from  those  points  to  New  York.    Asks  reparation. 
No.  13120,  Sub.  No.  9.     Same  vs.  Same. 

Same  complaint  and  prayer  as  to  other  shipments  stopped  short 
of  New  York  City. 

No.   13498,   Sub.    No.  2.     North  American  Oil  and   Refining  Co.,  Okla- 
homa City,  Okla.,  vs.  Kansas  City,  Mexico  &  Orient  et  al: 

Unjust,  unreasonable,  preferential  and  discriminatory  rates  on 
crude  oil  from  Burkburnett  and  Wichita  Falls,  Tex.,  to  Shef- 
field, Mo.  Asks  reparation. 

No.  13594.     The  Mej?path  Coal  Co.,  Omaha,  Neb.,   vs.  Director  General 
as  agent.  Union  Pacific  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  coal  from  Win- 
ton,   Wyo..    to   various   destinations   in    California,    Nevada.    Tl.-ili. 
Oreeon,  Idaho  and  Montana.    Asks  reparation. 
No.  13594,  Sub.  No.  1.     Same  vs.  Same. 

Same  complaint  and  prayer  with  regard  to  other  shipments  of 
coal. 

No.  13616.  Sub.  No.  2.     Josey-Miller  Co.,  Beaumont,   Tex.,  vs.   Kansas 
City  Southern  et  al. 

Unjust  and   unreasonable   rates   on   mixed   feed   from   Beaumont, 


April   '2-2. 


THE    TRAFFIC    WORLD 


905 


Dependable,  Fast  Freight  Service 

has  resulted  in  a  substantial  move- 
ment of  traffic  via  the 

Gulf,  Mobile  and 
Northern  Railroad 

To  further  augment  our  Service  be- 
tween Northern  centers  and  Southern  and 
Southwestern  points  another  Fast  Freight 
Schedule  is  being  inaugurated. 

To  expedite  your  shipments  route  via 
Bells,  Tenn.,  Jackson,  Tenn.,  or  New  Al- 
bany, Miss. 

0 

THE  ROAD  OF  SERVICE 


Office*  at: 


CHICAGO.  ILLINOIS 
551    Maroiwrte  Bldf. 

DETROIT.  MICHIGAN 
704  Fra*  Preu  Bldf. 

ST.  LOUIS,  MISSOURI 
426  Pierce  Bld|. 

KANSAS  CITY,  MISSOURI 

717  Railway  Ezchanfe  Bid?. 


MEMPHIS,  TENNESSEE 

536  Bank  of  Commerce  Bldg. 
LOUISVILLE,  KENTUCKY 
302  Louinillc  National  Bank  Bldg. 
NEW  ORLEANS.  LOUISIANA 

1012  New  Hibemia  Bldg. 
MOBILE,  ALABAMA 

71  Conti  Street 


RAILROAD  CONNECTIONS 

Freight  shipped  over  PORT  OF  TACOMA  PIER  ONE 

may  be  routed  via  any  of  four  great  transcontinental 
railway  systems  and  their  connections,  the  Chicago,  Mil- 
waukee C&  St.  Paul,  Northern  Pacific,  Great  Northern, 
and  Union  Pacific.  Cars  from  these  roads  are  switched 
alongside  our  sheds  or  to  ships  loading  at  our  docks 
without  extra  charge  to  the  shipper,  thereby  insuring 
fast  and  economical  service. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 
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Tex.,  to  DcQulnry,  DeRldder.  Starks  and  Lunlta,  La.  Asks  cease 
and  desist  order,  just  and  reasonable  rates  and  reparation. 

13680.  Armour  &  Co.,  Chicago,  vs.  Director  General,  as  agent. 
Unjust  and  unreasonable  rates  on  silica  sand  from  Ord,  Neb.,  to 

Chicago.    Asks  reparation. 

13681.  Armour  &  Co..  Chicago,  vs.  Director  General,  as  agent. 
Unjust  and  unreasonable  rates  on  one  carload  preserved  cherrii's 

from  Lewiston,  Idaho,  to  Boston,  Mass.    Asks  reparation. 

13682.  Armour  &  Co.,  Chicago,  vs.  Director  General,  as  agent. 
Unjust  and  unreasonable  rates  on  one  carload  canned  tomatoes 

from  Garland.  N.  C.,  to  Jacksonville,  Fin.     Asks  reparation. 

13683.  Big  Bend  Quarry  Co.,  St.  Louis,   Mo.,  vs.  Terminal  R.  R. 
Assn.  of  St.  Louis  et  al. 

Unjust,  unreasonable  and  prejudicial  rates  on  broken  rock 
(macadam)  from  complainant's  quarry  at  Kast  St.  Louis,  111.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 

13684.  The   Creamery   Package   Mfg.   Co.,    Chicago,   vs.    Director 
General,  as  agent,  Pere  Marquette  et  al. 

Unjust,  unreasonable,  discriminatory  rates  on  one  carload  coop- 
erage stock  from  Bay  City,  Mich.,  to  Blytheville,  Ark.  Asks  cease 
and  desist  order,  just  and  reasonable  rates  and  reparation. 

13685.  F.  M.  Slbley  Lumber  Co.,  Detroit,  Mich.,  vs.  Director  Gen- 
eral, as  agent,  Detroit  Terminal  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  preferential  and 
prejudicial  demurrage  charges  on  lumber  at  Detroit.  Asks 
reparation. 

13686.  Charles  S.  Hardy,  San  Diego,  Calif.,  vs.  Director  General, 
as  agent. 

Unjust  and  unreasonable  rates  on  sheep  from  Utah  points  to 
San  Diego,  Calif.  Asks  reparation. 

13687.  Armour  &  Co.,   Chicago,   vs.   Director  General,   as   agent. 
Unjust  and  unreasonable  rates  on  one  carload  canned  molasses 

from  New  Orleans  to  Norton,  Va.     Asks  reparation. 

13688.  McDearman  &  Garrett,   Spring  Hope,   N.   C.,  vs.   Director 
General,  as  agent,  Atlantic  Coast  Line. 

Unjust  and  unreasonable  rates  on  shipments  of  leaf  tobacco 
from  Spring  Hope,  N.  C.,  to  Richmond,  Va.  Asks  reparation. 

13689.  R.    L.    Muse    Lumber   Co.,    Jonesboro,    Ark.,    vs.    Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  lumber  from  Hartwell  to  St. 
Louis,  Mo.  Asks  reparation. 

13690.  The  United   States  Coal   and   Coke   Co.,   Inc.,   New  York, 
N.  Y.,  vs.  Director  General,  as  agent,  Pennsylvania  et  al. 

Unjust,  unreasonable,  discriminatory,  preferential  and  preju- 
dicial rates  on  large  shipments  of  materials  from  various  Penn- 
sylvania points  to  Lynch.  Ky.  Asks  reparation. 

13691.  Louis  Sagalowsky,  Indianapolis,  Inc.,  vs.  B.   &  O.  et  al. 
Unjust  and  unreasonable  rates  on  scrap  cotton  from  Indianapo- 

lis and  Terre  Haute,  Ind.,  to  Hamilton,  O.  Asks  fourth  class 
rating  on  old,  worn-out  scrap  cotton,  compressed  in  bales,  in 
O.  C.  territory  and  reparation. 

13692.  Nick  Holler,  Harvey,  N.  D.,  vs.  M.  St.  P.  &  S.  Ste.  M. 
Unjust  and  unreasonable  rates  on  barley  from  Harvey,  N.  D.,  to 

Minneapolis,  Minn.  Asks  just  and  reasonable  rates  and  repara- 
tion. 

13693.  B.   J.   Thorp,    Knoxville,    Tenn.,    vs.    Director   General,    as 
agent. 

Unjust,  unreasonable,  preferential  rates,  as  well  as  in  violation 
of  long-and-short-haul  clause  of  fourth  section,  on  scrap  steel 
from  Knoxville  to  Johnson  City,  Tenn.  Asks  reparation. 

13694.  Stetson,  Cutler  &  Co.,  Boston,  Mass.,  vs.  New  Haven. 
Unjust    and    unreasonable    rates    on    lumber    from    Stockbridge, 

Mass.,  to  points  in  Rhode  Island.  Asks  cease  and  desist  order  and 
reparation. 

13695.  Wasmuth-Endlcott  Co.,   Andrews,  Tnd.,  vs.  Wabash  et  al. 
Unjust  and   unreasonable    rates   on    kitchen   cabinets   from    An- 

drews, Ind.,  to  Oakland,  Calif.  Asks  cease  and  desist  order,  Just 
and  reasonable  rates  and  reparation. 

13696.  Bibb   County   Farm    Bureau,    Macon,    Ga.,   vs.    Central    of 
Georgia  et  al. 

Excessive,  unreasonable  and  unjust  rates  on  watermelons  from 
Macon,  Ga.,  to  various  interstate  destinations.  Asks  just  and 
reasonable  rates. 

13697.  Chicago  Fire  Brick  Co.,  Chicago,  111.,  vs.  Chicago  &  East- 
ern Illinois  et  aL 

Unjust,  unreasonable,  discriminatory,  prejudicial  and  prefer- 
ential rates  on  hollow  building  tile  from  Clinton,  Ind.,  to  Alexan- 
dria La.  Asks  cease  and  desist  order  and  reparation. 

13698.  Thomas  Madden,   Son  &  Co.  et  al.,  Indianapolis,   Ind.,  vs. 
Director  General,  as  agent,  C.  &  O.  of  Indiana  et  al. 

Unjust  and  unreasonable  rates  on  metallic  and  woven  wire  mat- 
tresses from  Chicago  to  Indianapolis,  Evansville,  Cincinnati  and 
Louisville.  Asks  cease  and  desist  order,  just  and  reasonable  rates 
and  reparation. 

13699.  The  New  Jersey  Zinc  Co.  et  al.,  New  York  City,  vs.  Bos- 
ton &  Albany  et  al. 

Unjust  and  unreasonable  rates  on  coke  from  Everett,  Mass.,  to 
Hazard  Palmerton  E»"f,  Palmerton  Delaware  Avenue  and 
Aquashicola,  Pa.  Asks  just  and  reasonable  rates  and  reparation. 

13700.  El  Paso  Refining  Co.,  El  Paso,  Tex.,  vs.  Director  General, 

^Unjust'  unreasonable,  discriminatory,  prejudicial  and  prefer- 
ential rates  on  34  cars  of  cottonseed  from  Glendale,  Temps, 
Mesa  and  Chandler,  Ariz.,  to  El  Paso.  Tex.  Asks  reparation. 

13701.  The   Spreckels   "Savage"   Tire  Co.,   San  Diego,   Calif.,   vs. 

aunjust!  "unreasonable,  discriminatory,  preferential  or  prejudicial 
rates  on  boxboard  from  Monroe,  Mich.,  to  San  Diego,  Calif.  Asks 


No. 
No. 
No. 
No. 

No. 
No. 

No. 

No. 
No. 

No. 
No. 

No. 

No. 
No. 

No. 
No. 
No. 

No. 
No. 

No. 
No. 
No. 


No.        Oz     Bo'ren-Stewart  Co.,  Dallas,  Tex.,  vs.  B.  &  O.  et  al. 

Unjust,    unreasonable,    illegal   and   unlawful   rates    on   glass  fruit 

jars    fruit  Jar  tops,  glass  tumbers  and  jelly  glasses  from  Clarks- 

burg, W.  Va.,  to  Dallas.   Tex.     Asks  cease  and  desist  order,   just 

and  reasonable  rates  and  reparation. 

No.  13703.    L.  M.  Cohen  et  al..  Fort  Worth,  Tex.,  vs.   Santa  Fe  et  al. 
Unjust    unreasonable,   illegal  and  unlawful  rates  on  cereal  bev- 

erages from  East  St.  Louis,  111.,  and  St.  Louis.  Mo.,  to  Fort  Worth 

and  other  points  in  Texas.     Asks  cease  and  desist  order,  just  and 

reasonable  rates  and  reparation. 
No    13704.     Boren-Stewart  Co.,  Dallas,  Tex.,  vs.   Director  General,   as 

agent,  Alabama  &  Vicksburg  et  al. 
Unjust,    unreasonable,    discriminatory,    preferential,    illegal    and 

unlawful  rates  on  peanuts  from  points  in  Virginia  in  Raleigh  ter- 

ritory to  Dallas,  Tex.     Asks  cease  and  desist  order,  just  and  rea- 

sonable rates  and  reparation. 
No.  13705.    Sam  Litman  and  Ben  Ossep,  Kansas  City,  Mo.,  vs.  Director 

General,  as  agent. 
Unjust   and   unreasonable   rates   on   carload   shipment   of   apples 

from   Olds,   Wash.,   to   Minneapolis,   diverted   first  to   Kansas  City 

and  then  to  Elgin,  111.    Asks  reparation. 
No.  13706.    The  Kaw  Boiler  Works  Co.,  Kansas  City,  Mo.,  vs.  Director. 

General,  as  agent. 


Unjust    and    unreasonable    rates    on    carload    of    boiler-makers' 

equipment  from  Ranger.  Tex.,  to  Wynona.  Okla.     Asks  reparation. 

No.  13707.    Western  Silo  Co.,  Des  Moines,  la.,  vs.  Illinois  Central  et  al. 

Unjust  and  unreasonable  rates  on  silo  staves  and  rafters  from 
Shrevcport,  La.,  to  points  in  Kentucky  and  Tennessee.  Asks  oeasc 
ami  desist  order,  Just  and  reasonable  rates  and  reparation. 


EMPTY  CANS  TO  BLOOMER,  WIS. 

Although  rule  77  of -tariff  circular  18a  provided  that  carriers 
shall  publish,  on  one  day's  notice,  rates  to  intermediate  points 
the  same  as  or  lower  than  those  to  more  distant  points,  the 
complainants  in  No.  13368,  Armour  &  Co.  vs.  Director-General, 
hearing  in  which  was  held  before  Examiner  Gault,  in  Chicago, 
April  18,  contended  that  the  lower  rate  should  have  applied 
even  though  application  for  it  was  not  made  until  some  time 
after  the  movement  started.  The  immediate  cause  of  the  com- 
plaint was  the  assessment  of  a  27-cent  fourth  class  rate  on  22 
carloads  of  empty  tin  cans,  shipped  from  Cragin,  111.,  within 
the  Chicago  switching  district,  to  the  milk  condensery  of  Armour 
&  Co.,  at  Bloomer,  Wis.,  between  January  23  and  May  27,  1918. 
At  the  time  the  cars  moved,  according  to  W.  W.  Manker,  assist- 
and  traffic  manager  for  Armour,  a  20-cent  commodity  rate 
was  in  effect"  to  Chetek,  a  point  14  miles  more  distant  from 
Cragin  over  the  route  of  movement.  He  asked  reparation  to 
that  basis,  amoutning  to  $336.14.  The  20-cent  rate  was  estab- 
lished to  Bloomer  after  the  complainants  applied  for  it,  in  April, 
1919. 

Mr.  Manker  introduced  letters  from  Railroad  Administration 
counsel  to  show  that  movements  before  and  after  the  period 
involved  in  the  complaint  had  been  handled  on  the  informal 
dockets  and  that  several  thousand  dollars  had  been  refunded 
thereon.  He  also  said  that  the  Director-General  had  offered  to 
settle  on  the  22  cars  involved  on  the  basis  of  the  20-cent  rate 
increased  25  per  cent,  relying  on  the  theories  advanced  in  Ex 
Parte  80. 

To  these  contentions  C.  B.  Ackerman,  traffic  assistant  for  the 
Director-General,  replied  that  no  admission  of  unreasonableness 
was  implied.  He  said  that  as  soon  as  it  was  discovered  by 
those  in  charge  of  legal  matters  at  the  Railroad  Administration 
that  reparation  was  being  awarded  on  these  movements  under 
rule  77,  instructions  were  issued  to  cease  doing  so.  The  rate 
charged,  he  claimed,  was  reasonable  per  se,  and  he  pointed  out 
that  the  points  involved  were  among  the  very  few  places  in  the 
country  to  which  cans  moved  on  other  than  class  rates. 


Decision  in  Rate  Case 


Announcement  by  the  Commission  of 
its  decision  in  the  General  Rate  Inquiry 
will  probably  come  soon. 

It  will  remove  uncertainty  as  to  the 
future  rate  situation  and  enable  buyers 
and  sellers  to  compute  buying  and  sell- 
ing costs. 

Disordered  relationships,  undue  and 
unfair  disadvantages  to  some,  with 
corresponding  advantages  to  others, 
may  result. 

In  whatever  contingency  that  may 
arise  we  are  well  equipped  to  assist  in 
the  correction  of  any  maladjustment. 
We  prepare  rate  and  statistical  analyses, 
surveys,  comparisons,  digests  of  de- 
cisions, etc. 


The   Traffic     Service    Corporation 

Special  Service  Department 
505  Colorado  Building  WASHINGTON,  D.  C. 
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Cathcart   Storage    Warehouie 
Atlanta,  Ca. 


PROVIDING  $150,000  TO 
FINANCE  A  WAREHOUSE 

We  have  sold  to  our  investors  an  issue 
of  $1  50,000  Miller  First  Mortgage  Bonds 
to  provide  funds  for  the  erection  of  the 

Cathcart  Storage  Warehouse 

ATLANTA,  GEORGIA 

This  structure  will  be  the  first  fireproof 
building  in  Atlanta  devoted  exclusively 
to  the  storage  of  household  goods.  Mr. 
T.  F.  Cathcart,  a  director  of  the  National 
Warehousemen's  Association,  is  Presi- 
dent of  the  Cathcart  Van  <®,  Storage 
Company,  which  has  signed  each  bond 
and  which  will  own  and  operate  the  Cathcart  Storage  Warehouse. 

The  building  will  be  seven  stories  in  height,  containing  a  total  of  55,000 
square  feet  of  floor  space,  of  which  31,000  will  be  rentable. 

Mr.  Cathcart  estimates  the  net  annual  earnings  at  about  $45,000.     The 
total  cost  of  the  property  is  estimated  at  $250,000.     G.  Lloyd  Preacher 
Co.,  Atlanta,  designed  the  building,  which  will  be  constructed  by  Gude 
Company  of  Atlanta.     The  contractors  will  furnish  a  100%  bond  for  com- 
pletion of  the  building  in  the  Fidelity  C&  Deposit  Company  of  Maryland. 

The  $150,000  First  Mortgage  Bonds  which  we  have  underwritten  run 
from  2  to  20  years  and  are  sold  at  prices  to  yield  8%.  Interest  and  prin- 
cipal will  be  met  by  monthly  payments  which  the  borrower  will  make 
out  of  earnings.  A  part  of  the  bonds  will  be  retired  annually,  beginning 
two  years  from  the  date  of  the  loan. 

This  Is  An  Example  of  Miller  Financing 

To  builders  and  property  owners  who  wish  to  erect  warehouses  or  other  income-producing  buildings, 
we  offer  our  services  as  financiers  of  construction.  Through  the  sale  of  Miller  First  Mortgage  Bonds 
to  thousands  of  investors  throughout  the  country,  we  have  provided  funds  for  the  erection  of  apart- 
ments, hotels,  warehouses,  and  other  income-producing  structures  in  numerous  cities.  Letters  from 
borrowers  express  satisfaction  with  our  methods. 

Outline  your  proposals  to  us  and  we  will  gladly  submit  details  of  our  plan. 


G.L.MILLER 

IMBBM-^M—  J  INCORPORATED 

1004  HURT  BUILDING  ATLANTA,  GA. 

"The  South'*  Forrmoit  Financier*  of  Building  Construction" 
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FEBRUARY  RAILWAY  REVENUE 

The  Commission's  official  statistics  on  operating  revenues 
and  expenses  of  Class  1  roads,  including  15  switching  and  ter- 
minal companies,  for  February,  1922  and  1921,  and  the  two 
months  ended  with  February,  1922  and  1921.  show  that  the  net 
railway  operating  income  for  the  two  months  was  $77,304,711  as 
against  a  deficit  of  $3,626,343  for  the  same  two  months  of  1921. 
The  ratio  of  expenses  to  revenues  dropped  from  94,29  per  cent  for 
the  first  two  months  of  1921  to  83.09  per  cent  for  the  first  two 
months  this  year. 

Railway  operating  revenues  dropped  from  $877,158,270  in 
the  first  two  months  of  1921  to  $796,823,889  in  the  first  two 
months  of  this  year;  expenses  dropped  from  $827,052,741  to 
$662,105,068. 

The  tabulated  statement  for  the  month  of  February,  1922, 
and  1921,  follows: 

United  States 


Item  1!I22  1921 

Average    number   of   mil.  >   <>!>< -rated- 235,696.53  235,326.75 

Revenues: 

Freight '$294,472,607     t$284,216.672 

Passengei      7::.r,sr,.:i2<;  8S.4S2.662 

Mail                 6,986,554  7,913.642 

Express    6,300,683  4.457,672 

All   other   transportation 12.052,003  11,732,196 

Incidental    7,426,180  9,314,854 

Joint  faclliti, — Cr 780,994  608,437 

Joint     facility— Dr 177,675  210,437 


Railway  operating  revenues 

Expenses: 

Maintenance  of  way  and  structures. 

Maintenance  of  equipment 

Traffic     ~ 

Transportation    

Miscellaneous   operations    

General     

Transportation  for  investment — Cr. . . 


401,426,672         406,495.579 


Item 

No. 

1 

2 
3 
4 
5 
( 
7 
8 
9 

10 

11 
12 
13 
14 
16 
16 
17 

18 

19 
20 
21 

22 

23  Equipment    rents— Dr.    balance. 

24  Joint  facility  rent — Dr.  balance. 

25 

26    Ratio  of  expenses  to  revenues  (per  cent)  80.84 

•Includes   $2.119,812   sleeping  and   parlor  car   surcharge, 
tlncludes   $2.305,670   sleeping  and   parlor   car  surcharge. 


46,535,345 

91,956,913 

6,790,020 

163,478,539 

3,513,058 

12,656,797 

429,538 


53.316,603 
108,220,839 
7,040,577 
198,338,166 
4,029,304 
14,077,993 
377,600 


Railway  operating  expenses 324,601,134         384.645,882 


76,925,538  21,849,697 

22,627.661  21,279,262 

97,659  77,935 

Railway  operating   income 54,200,218 


Net  revenue  from  railway  operations.... 

Railway   tax  accruals 

Uncollectible   railway   revenues 


5.052,897 
1,376,424 

Net  railway  operating  income 47.770,897 


492,500 

3,601,044 
2.056.427 

5,164,971 
94.62 


REVENUE  FREIGHT  LOADING 

Revenue  freight  loading,  due  to  the  coal  strike,  dropped 
from  827,011  cars  in  the  week  ended  April  1  to  714,268  cars  in 
the  week  ended  April  8,  according  to  the  weekly  report  of  the 
car  service  division  of  the  American  Railway  Association. 

Coal  loading  dropped  from  184,952  to  69,456  cars.  There 
were  decreases  also  in  the  loading  of  grain  and  grain  products, 
live  stock,  coke,  but  increases  in  the  loading  of  other  commodi- 
ties. There  was  an  increase  in  coal  loading  In  the  Pocahontas 
district  as  compared  with  the  corresponding  week  last  year,  non- 
union mines  being  located  in  that  district. 

Loading  by  districts  in  the  week  ended  April  8  and  the 
corresponding  week  in  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,905  and  5,709; 
live  stock,  2,758  and  2,682;  coal,  6,940  and  37,467;  coke,  1,607 
and  780;  forest  products,  4,361  and  6,773;  ore,  1,337  and  430; 
merchandise,  L.  C.  L.,  69,531  and  57,314;  miscellaneous,  73,826 
and  61,327;  total,  1922,  166,265;  1921,  171,482;  1920,  192,205. 

Allegheny  district:  Grain  and  grain  products,  2,096  and 
1,949;  live  stock,  2,591;  coal,  19,955  and  38,688;  coke,  4,716  and 
4,777;  forest  products,  2,579  and  2,236;  ore,  3,568  and  826;  mer- 
chandise, L.  C.  L.,  51,042  and  41,420;  miscellaneous,  63,873  and 
48,158;  total,  1922,  150,482;  1921,  140,645;  1920,  182,343. 

Pocahontas  district:  Grain  and  grain  products,  235  and  120; 
live  stock,  76  and  91;  coal,  21,387  and  15,169;  coke,  234  and  148; 
forest  products,  1,241  and  1,190;  ore,  29  and  37;  merchandise, 
L.  C.  L.,  5,992  and  5,011;  miscellaneous,  4,447  and  3,505;  total, 
1S22,  33,641;  1921,  25,271;  1920,  32,902. 

Southern  district:  Grain  and  grain  products,  3,000  and 
2,981;  live  stock,  2,152  and  2,031;  coal,  12,351  and  15,353;  coke, 
488  and  582;  forest  products,,  18,348  and  14,103;  ore,  688  and 
700;  merchandise,  L.  C.  L.,  38,440  and  36,587;  miscellaneous, 
45,647  and  40,540;  total,  1922,  121,114;  1921,  112,777;  1920, 
122,861. 

Northwestern  district:  Grain  and  grain  products,  8,341  and 
7.718;  live  stock,  6,942  and  6,202;  coal,  3,395  and  3,433;  coke, 
1,182  and  542;  forest  products,  16,652  and  13,409;  ore,  804  and 
549;  merchandise,  L.  C.  L.,  29,772  and  27,141;  miscellaneous  29,- 
938  and  28,564;  total  1922,  97,026;  1921,  87,558;  1920,  105,175. 

Central  Western  district:  Grain  and  grain  products,  8,319 
and  10,103;  live  stock,  8,280  and  9,601;  coal,  3,856  and  12,900; 
coke,  198  and  117;  forest  products,  4,709  and  4,975;  ore,  1,129 
and  1,706;  merchandise,  L.  C.  L.,  32,611  and  29,655;  miscel- 


laneous,  34,551    and    32,427;    total,    1922,    93,653;    1921,    101,484; 

1920,  104,444. 

Southwestern  district:  Grain  and  grain  products,  3,702  and 
4,852;  live  stock,  2,163  and  2,277;  coal,  1,572  and  3,531;  coke, 
174  and  111;  forest  products,  6,790  and  5,775;  ore,  704  and  521; 
merchandise,  L.  C.  L.,  16,330  and  16,654:  miscellaneous,  20,652 
and  21,943;  total,  1922,  52,087;  1921,  55,664;  1920,  61.629. 

Total,  all  roads:  Grain  and  grain  products,  31,598  and  33,- 
432;  live  stock,  25,024  and  25,475;  coal,  69,456  and  126,441;  coke, 
8,599  and  7,057;  forest  products,  54,680  and  47,461;  ore,  8.259  and 
4,769;  merchandise,  L.  C.  L.,  243,718  and  213,782;  miscellaneous, 
272,934  and  236,464;  total,  1922,  714,268;  1921,  694,881;  1920, 
801,559. 

TELEPHONE  REVENUES 

The   Traffic   World    Washington   Bureau 

Compilations  made  by  the  Bureau  of  Statistics  of  the  Com- 
mission from  68  reports  of  revenues  and  expenses  of  telephone 
companies  for  the  month  of  January,  covering  only  companies 
having  annual  operating  revenues  in  excess  of  $250,000,  show 
that  the  operating  income  for  January  was  $9,592,061  as  against 
$7,509,888  in  January,  1921,  an  increase  of  27.7  per  cent.  The 
ratio  of  expenses  to  revenues  was  71.35  per  cent  as  against  75.59 
per  cent  in  January,  1921. 

Ttlephone  operating  revenues  amounted  to  $46,698,479  in 
January  as  against  $43,004,971,  in  January,  1921,  an  increase  of 
8.6  per  cent.  Operating  expenses  amounted  to  $33,317,522  in 
January  as  against  $32,509,015,  in  January,  1921,  an  increase  of 
2.5  per  cent. 

The  number  of  company  stations  in  service  at  the  end  of 
January  was  9,836,074  as  against  9,357,491  at  the  end  of  January, 

1921,  an  increase  of  5.1  per  cent. 

CAR  SURPLUS  AND  SHORTAGE 

The  slump  in  coal  loading  on  account  of  the  coal  miners' 
strike  was  reflected  in  the  number  of  surplus  freight  cars  in  the 
period  April  1-8,  the  total  being  259,605  as  against  206,746  in  the 
period  March  23-31,  according-  to  compilations  made  this  week 
from  the  carriers'  reports  by  the  car  service  division  of  the 
American  Railway  Association.  The  shortage  was  349  cars. 

The  surplus  was  made  up  as  follows:  Box,  86,790;  ven- 
tilated box,  4,295;  auto  and  furniture,  1,308;  total  box,  92,393; 
flat,  9,430;  gondola,  82,491;  hopper,  39,868;  all  coal,  122,359;  coke, 
2,229;  S.  D.  stock,  17,665;  D.  D.  stock,  1,687;  refrigerator,  7,060; 
tank,  544;  miscellaneous,  6,238;  total,  259,605. 

The  shortage  of  349  cars  was  made  up  of  185  box.  40  flat,  94 
gondola,  20  hopper,  2  S.  D.  stock  and  8  refrigerator  cars. 


FIBRE  CONTAINER  REGULATIONS 

No  material  changes  in  rule  No.  41  of  the  Consolidated 
Classification  are  contemplated  as  a  result  of  the  recent  hearings 
on  fibre  container  specifications  held  at  New  York,  Washington 
and  Chicago  by  the  Consolidated  Classification  Committee,  ac- 
cording to  a  letter  written  by  F.  W.  Smith,  chairman  of  the  Offi- 
cial Classification  Committee,  to  the  traffic  bureau  of  the  Mer- 
chants' Association  of  New  York  and  published  in  Greater  New 
York,  this  week.  Mr.  Smith's  letter  was  as  follows: 

As  the  result  of  consideration  given  to  the  various  arguments  pre- 
sented, owing  entirely  to  the  present  business  conditions,  no  material 
changes  in  rule  41  will  be  authorized. 

The  fact  that  the  largest  group  of  box  makers  recommended  greater 
strength  of  board  and  reduced  weight  of  contents  for  boxes  for  canned 
goods  and  the  further  fact  that  we  have  knowledge  that  canners  who 
are  putting  up  a  superior  article  and  desire  to  market  it  in  the  same 
condition  will  under  no  circumstances  use  a  box  of  the  minimum 
strength  authorized  by  the  present  rule,  clearly  justifies  the  opinion  of 
this  committee  that  a  fibre  box  made  of  .060  board,  either  solid  or 
corrugated  strawboard,  with  175  pound  Mullen  test,  is  not  a  sufficiently 
strong  container  for  canned  goods  weighing  over  thirty  pounds. 

The  objection  expressed  by  users  of  fibre  boxes  against  the  re- 
quirement that  all  flaps  must  be  glued  throughout  entire  area  of  con- 
tact were  numerous.  A  dry  goods  shipper  objected  to  securing  flaps 
because  of  the  fact  that  the  adhesive  might  damage  contents,  while 
other  users  shipping  the  same  commodities  have  no  difficulty.  Another 
objection  recorded  was  the  fact  that  notwithstanding  that  fibre  boxes 
are  purchased  as  single  trip  containers,  at  destination  it  is  frequently 
necessary  that  they  be  reopened,  contents  reassorted  and  reshipped 
and  if  the  flaps  were  glued  the  box  when  opening  would  be  ruined. 
Consequently  such  shippers  desire  to  continue  to  use  sealing  tape, 
which  permits  reopening  by  consignees,  likewise  by  anyone  else  who 
comes  in  contact  with  it  and  retaped  without  any  outward  evidence 
of  pilfering  or  former  use,  other  than  the  fact  that  it  Is  naturally  in  a 
weakened  condition.  For  the  present,  however,  no  change  will  be 
made  in  the  existing  conditions  as  to  the  use  of  adhesive  on  the  flaps 
or  sealing  tape. 

Glassware  or  fragile  articles,  the  gross  weight  of  which  is  less 
than  30  pounds,  will  be  required  in  the  future  to  have  a  liner,  the 
same  is  required  for  similar  shipments  in  packages  weighing  in  excess 
of  30  pounds.  The  new  box  maker's  certificate  was  adopted. 

It  is  expected  that  the  rule  will  be  published  in  Consolidated  Clas- 
sification No.  3,  which  becomes  effective  about  July  1,  and  provision 
will  be  made  that  the  effective  date  of  the  new  parts  of  the  rule  will 
he  postponed,  probably  to  January  1,  1923. 

G.   P.   &    N.  CONSTRUCTION 

The  Grand  Prairie  &  Northern  Railroad  Co.  has  applied  to 
the  Commission  for  authority  to  construct  three-fourths  of  a 
milp  of  line  in  Dallas  county,  Tex.,  to  reach  a  gravel  pit  and  to 
retain  the  excess  earnings  thereon  for  ten  years. 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.    Ei(ht  compartments  separated  by  14-inch  Ore  walls     A.  D.  T.  Watchman  Service.    LOW  INSURANCE  RATES. 
The  upper  story  of  our  ••rabouaa,  bavin*  approximately  100,000  so.  ft.  Boor  apace,  la  devoted  entirely  to  the  handling  of  merchandise  distribution 
"t  la  IS  feet  above  normal  tide.  inaurm.  yon  abeolute  safety  from  hajards  of  al'  ' 


freifht.'  It  la 


i  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 


•J 


I 


GALVESTON 

The  Stone  Forwarding  Company 

220— 21«t   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  tailing*  from  Galvetton,  Texat  City  and  Houston. 


r. 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

April  24 — Washington,   D.  C. — Examiner  Jewell: 

I.   and   S.   1514  and   four  sup.   orders — Trunk   L/ine  and  ex-lake   iron 

ore  rates. 

13445— Lackawanna  Steel  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
•  I.  and  S.  1514   (fourth   supplemental   order) — Trunk  Line   and  ex-lake 

iron  ore  rates. 

April  24 — New  York,  N.  Y. — Examiner  Flynn: 

13172 — The  Board  of  Commissioners  of  the  City  of  Hoboken,  for  and 
in   behalf  of  the  Mayor  and  Council  of  the  City  of  Hoboken,   vs. 
D.  L.  &  W.   (further  hearing). 
April  24 — Kansas  City,  Mo. — Examiner  Koch: 

13388 — Ginocchio-Jones  Fruit  Co.  vs.  Director  General. 
13394 — Atlas  Cereal  Co.  vs.  A.  T.  &  S'.  F.  et  al. 
April  24 — Chicago,  111. — Examiner  Gault: 

13432— Beatrice  Creamery  Co.  vs.  L.  &  N.  R.  R. 

13447 — The   Zion    Institutions   and   Industries    (fuel    department)    vs. 

Evansville  Suburban  &  Newburgh  Ry.  et  al. 
April  24 — Boston,  Mass. — Examiner  Howell: 

12386 — North  Packing  and  Provision  Co.  et  al.  vs.  Director  General, 

N.  Y.  N.  H.  &  H.  et  «1. 
13485 — North  Packing  and  Provision  Co.  et  al.  vs.  Boston  &  Albany 

et  al. 
April  24 — Minneapolis,  Minn. — Hxaminer  Seal: 

13095— Andersen  Lumber  Co.  vs.  Nor.  Pac.  et  al. 
April  24 — Pittsburgh,  Pa. — Examiner  Eshelman: 

12812 — Gulf  Refining  Co.  vs.  Director  General  and  Pa.  R.  R. 
April  24 — Knoxville,  Tenn.-*-Ex;iminer  McGrath: 

13501 — Southern  Appalachian  Coal  Operators'  Assn.  vs.  L.  &  N.  R.  R. 
April  24 — Washington,  D.  C. — Commissioner  Hall: 

12964 — In   the   matter  of  consolidation  of   the   railway   properties   of 
the  U.  S.  into  a  limited  number  of  systems  (southeastern  region). 
April  24 — Galveston,  Tex. — Examiner  Oliver: 

12293 — W.  L.  Moody  Cotton  Go.  vs.  Director  General,  I.  &  G.  N.  et  al. 
13555 — W.  L.  Moody  Cotton  Co.,  Inc.,  vs.  Director  General,  I.  &  G.  N. 

et  al. 
April  24 — San  Francisco,  Calif. — Examiner  Keene: 

13538 — The  Sebastopol  Berry  Growers'  Assn.  vs.   Am.  -Ry.   Exp.   Co. 
April  25 — San  Francisco,  Calif. — Examiner  Keene: 
Fourth  section  applications  12047,  12097,  12098,  12107. 
Portions  of  fourth  section  applications  1092,  1243,  1244,  1262,  1347  and 
others  filed  by  Sou.  Pac.  Co.,  A.  T.  &  S.  F.  Ry.  and  F.  W.  Gomph. 
Fourth  section  application  12179  of  F.  W.  Gomph. 
April  25— Argument  at  Washington,  D.  C.: 

Finance  Docket  36 — In  the  matter  of  the  application  of  the  Utah 
Terminal  Ry.  Co.  for  a  certificate  of  public  convenience  and 
necessity  to  construct  a  line  of  railroad  in  Utah. 

Finance  Docket  1632 — In  the  matter  of  application  of  the  Utah  Ry. 
Co.  for  a  certificate  of  public  convenience  and  necessity  to  acquire 
and  operate  a  lina  of  railroad  in  Utah. 
April  25 — Pittsburgh,  Pa.— Examiner  Eshelman: 

13397— Melcroft  Coal  Co.  vs.  Indian  Creek  Valley  et  al. 
April  25— Chicago,  111.— Examiner  Gault: 

9355 — John  Morrell  &  Co.  vs.  C.  B.  &  Q.  et  al. 
April  25 — Kansas  City,  Mo. — Examiner  Koch: 

13353— American  Asphalt  Roof  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
Portions    of    fourth    section    applications    2174    and    2193    of    W.    P. 

Emerson. 

April  25— Washington,  D.  C.— Examiner  Pitt: 

Portions  of  fourth   section   applications  Nos.   12144  of  J.   H.   Glenn: 
703  of  A.  C.  L.  R.  R.;  1573  of  S.  A.  L.  Ry.;  1548  of  Sou.  Ry.;  789 
of  Ga.  &  Fla.  Ry.;  2029  of  G.  S.  &  F.  Ry.;  1625.  1774  and  1775  of 
C.  C.  McCain. 
April  26— New  York,  N.  Y.— Examiner  Flynn: 

13030— Charles  F.  Gledhill  Co.  vs.  Director  General  and  Pa.  R.  R. 
April  26 — Pittsburgh,  Pa. — Examiner  Esheiman: 
*l.  and  S.  1521— Coal  from  B.  &  L.  E.  R.  R.  stations  to  B.  R.  &  P.  Ry. 

stations. 
April  26 — Kansas  City,  Mo. — Examiner  Koch: 

I.  and  S.  1509 — Proportional  rates  on  grain  and  grain  products  from 
Sioux  Cit£  la.  J 

April  26 — Argument  at  Washington,  D.  C. : 

I.    and    S.    1483 — Horses    and    mules    from    Kansas    City,    Mo.,    and 
Wichita,   Kan.,   to   New  Orleans,   La.,   Memphis,  Tenn.,   and   other 
points. 
April  26 — Little  Rock,  Ark. — Arkansas  Railroad  Commission: 

Finance  Docket  2227 — Application  of  Martin  Walsh,  receiver,  Mem- 
phis, Dallas  &  Gulf  R.  R.  Co.,  for  certificate  of  public  convenience 
and  necessity  authorizing  the  abandonment  of  lines  of  railroad  or 
the  operation  thereof,  under  paragraphs  18  to  21,  inclusive,  of 
Section  1  of  the  interstate  commerce  act. 
April  26 — Beaumont,  Tex. — Examiner  Oliver: 

12683 — A.  Kaplan  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 

12740 — Beaumont  Chamber  of  Commerce  vs.  Alexandria  &  Western 

et  al. 

Fourth  Section  App.  628  of  F.  A.  Leland. 

12746 — Beaumont  Chamber  of  Commerce  vs.  Director  General,  Beau- 
mont, Sour  Lake  &  Western  et  al. 
13502— Standard   Export   Lumber  Co.,   Ltd.,   vs.   Ala.   &   Miss.   R.   R. 

et  al. 

April  26 — Washington,  D.  C. — Examiner  Jewell: 
12845— Harry  A.  Pitts  vs.  T.  &  P.  et  al. 

April  27 — Argument  at  Washington,  D.  C. : 

Finance  Docket  1159 — In  the  matter  of  the  application  of  the  Atlanta 
&  St.  Andrews  Bay  Ry.  Co.  for  a  certificate  of  public  convenience 
and  necessity. 
April  27 — Atlanta,  Ga. — Examiner  McGrath: 

13514 — Blackshear  Mfg.  Co.  vs.  A.  C.  L.  et  al. 
April  27 — Beaumont,  Tex. — Examiner  Oliver. 

12897 — Eastern  Texas  Electric  Co.  vs.  Director  General,  T.  &  N.  O. 
et  al. 


April  27 — Washington,  D.  C. — Examiner  Sweet: 

Finance  Docket  343 — In  the  matter  of  the  application  of  the  Illinois 
Central  R.  p.  Co.  and  Central  Elevator  and  Warehouse  Co.  for  a 
certificate,   under  Section   209   of   the   transportation   act,   1920,   to 
include  operations  of  the  Central  Elevator  and  Warehouse  Co. 
April  28 — Argument  at  Washington.  D.  C. : 

12753 — In  the  matter  of  intrastate  rates,  fares  and  charges  within 
the  state  of  Oklahoma.  (On  motion  to  dismiss  filed  by  Corporation 
Commission  of  Oklahoma  and  motion  for  further  hearing  filed  by 
respondents.) 

April  28 — Chicago,  111. — Examiner  Gault: 
13079 — H.  J.  Keith  Co.   and  the  John  Layton  Co.,  Inc.,  vs.  Director 

General. 

April  28— Washington,  D.  C.— Examiner  Jewell: 

13449— North  Carolina  Pine  Assn.  et  al.  vs.  A.  C.  L.  et  al.     Numer- 
ous  fourth   section   applications  or   portions   thereof  which   relate 
to  rates  on  lumber  and  forest  products  from   southern   to   trunk 
line  and  New  England  points. 
May  1 — Dallas,  Tex. — Examiner  Oliver: 
*  12066— Construction  and  repair  of  railway  equipment. 
May  1 — Omaha, •  Neb. — Examiner  Koch: 

I.  and  S.  1519 — Routing  on  transcontinental  grain  and  grain  products. 
May  1 — Washington,  D.  C. — Examiner  Pattison: 

Valuation  Docket  151 — In  re  tentative  valuation  of  the  properties  of 
Florida  East  Coast  Ry.  Co.  and  Atlantic  and  East  Coast  Ter- 
minal Co. 

May  1 — Chicago,  Ill.-rExaminer  Gault: 
11703 — In  the  matter  of  intrastate  rates  within  the  state  of  Illinois. 

(Petition  of  northern  Illinois  coal  operators.) 
May  1 — Meridian,  Miss. — Examiner  Fleming: 

13391— The  Meridian  Fertilizer  Co.  vs.  M.  &  O.  et  al. 
May  1 — Washington,  D.  C. — Examiner  Jewell: 

13471— The  Hamill  Coal  and  Coke  Co.  et  al.  vs.  West  Md.  Ry.  et  al. 
May  2 — Wells,  Nev. — Examiner  Keene: 

Finance  Docket  1563 — In  the  matter  of  application  under  paragraphs 
18  to  21,  inclusive,  Section  1,  of  the  interstate  commerce  act  for 
certificate  of  public  convenience  and  necessity  authorizing  the 
abandonment  of  the  Metropolis  branch,  operated  by  the  Southern 
Pacific  Co. 
May  3 — Montgomery,  Ala. — Examiner  Fleming: 

13365— Roquemore  Gravel  Co.  vs.  A.  &  W.  P.  et  al. 
May  3 — Jacksonville,  Fla. — Examiner  McGrath: 

13381 — Wilson  &  T'oomer  Fertilizer  Co.  vs.  Director  General. 
May  3 — Washington,  D.  C. — Examiner  Jewell: 

13482— Cradock  Mfg.  Co.  vs.  Norfolk  Southern. 
May  3  and  4 — Argument  at  Washington,  D.  C.: 

1990 — Texas  express  rates. 
11991 — Georgia  express  rates. 
12093 — California  express  rates. 
12745 — Illinois  express  rates. 
12891 — Arkansas  express  rates. 
12892 — North  Dakota  express  rates. 
13066 — Idaho  express  rates. 
13067 — Nevada  express  rates. 
13068 — Arizona  express  rates. 
13069 — Montana  express  case. 
13070 — Utah  express  rates. 

13176 — Public  Service  Commission  of  Nevada  vs.   Am.  Ry.  Exp.   Co. 
May  4 — Salt  Lake  City,  Utah— Examiner  Keene: 
13509^American  Fuel  Co.  of  Utah  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
13428 — Utah  Oil  Refining  Co.  vs.  Director  General. 
May  4 — Birmingham,  Ala. — Examiner  Fleming: 
13512 — American  Lumber  and  Export  Co.   vs.   Director  General  and 

L.  &  N. 

12832 — Southern  Manganese  Corp.  vs.  L.  &  N. 
May  4 — Washington,  D.  C.— Examiner  Jewell: 

13536— Klaxon  Co.  vs.  A.  G.  S.  et  al. 
May  5 — Savannah,  Ga. — Examiner  McGrath: 

13441 — The  Southern  Cotton  Oil  Co.  vs.  Director  General. 
May  5 — Washington,  D.  C.— Examiner  Jewell: 

13517 — Snowden  School  Civic  League  vs.  Washington-Virginia  Ry. 
May  5 — Wilmington,  N.  C. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,   storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  5 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1398 — Salt  from  Louisiana  mines  to  Chicago,  St.  Louis  and 

intermediate  main  line  points. 
10316 — Traffic  Bureau  of  the  Aberdeen  Commercial  Club  vs.  Director 

General,  Ahnapee  &  Western  et  al. 
May  8 — Washington,  D.  C. — Examiner  Kelley: 
Valuation   Docket   No.  16— In  re  tentative  valuation  of  the  property 

of  Bowdon  Ry.  Co. 

May  8— Washington,  D.  C.— Examiner  Pattison: 

Valuation  Docket  No.  102— In  re  the  tentative  valuation  of  the  prop- 
erty of  the  Riverside,  Rialto  &  Pacific  R.  R.  Co. 
May  8— Chicago,  111.— Examiner  H.  W.  Johnson: 
Fourth    Section    Applications    1851,    1857,    1858,    1861,    1899,    860     861 

2295,  2809,  2896,  442.  4012,  4532,  3186,  3193,  1906,  1907  and  others. 
May  8 — Chicago,  111.— Examiner  Johnson: 

Numerous  fourth  section  applications  of  W.  H.  Hosmer  and  individ- 
ual carriers  which  involve  class  and  commodity  rates  in  and  ad- 
jacent to  Western  Trunk  Line  territory. 
May  8 — Chicago,  111. — Examiner  Gault: 
11074 — Jones  &  Laughlin  Ore  Co.  et  al.  vs.   Director-General,  C.   M. 

&  St.  P.  et  al. 
May  8 — Washington,  D.  C. — Examiner  Jewell: 

4800— Sloss-Sheffleld  Steel  and  Iron  Co.  et  al.  vs.  L.  &  N.  et  al 
May  8 — Denver,  Colo. — Examiner  Keene: 
13545— The  Grimes  Co.    (formerly  the  Western  Iron  and  Metal  Yard 

13467— The  Hendrie  &  Bolthoff'  Mfg.   and  Supply  Co.  vs.  C.  B.   &  Q. 

May  8 — Atlanta,  Ga. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
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SAY  IT  WITH  FREIGHT 


lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

i 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


Cases  of  Special  Interest 
Interstate  Commerce  Commission 


I  KM  KKT  13290— Secretary  of  War.  operating  Mi«xi.H.Hippi- 
Warrior  Service.  TH.  Aberdeen  *  Roekfinh  R.  R. 
Co.  et  al. 

This  complaint  seeks  to  enforce  th*  sslalllhhmsal  of  joint  throoch 
river-and-rall.  rail-and-river,  rail-river-and-ratl  rate*  betneeu  prac- 
tically all  point*  of  origin  and  destination  territories  which  may  be 
served  by  th*  Government-owned  barge  lines  on  th*  Mississippi  and 
Warrior  Riven.  It  I*  claimed  that  th*  Coatmlssion  should  order  th* 
establishment  of  these  rates  in  furtherance  of  th*  policy  of  tb* 
Government  a*  declared  In  Section  M*  of  th*  Transportation  Act  of 

Heard  ia  New  Orleans.    March  Hat:  Chicago.   April    Uth 

I  UK  KET  6606 — Hearing  on  reopened  application  of  Southern 
Pacific  Company  in  connection  with  it.*  Atlantic 
Steamship  Lines,  for  authority  to  operate  veiwel« 
between  Gulf  port.*  and  North  Atlantic  ports,  other 
than  Kalveston.  New  Orleans  and  New  York. 

This    affects    th*    movement    and    probable    rates    on    tonnage    moving 
from  and  to  the  ports  and  the  Interior  served  through  the  ports. 
Heard  at  Houston.  March  Uth:  Philadelphia.   April  7th. 

DOCKET  12704—  Atlas  Portland  Cement  Company  rs.  C.  B. 
A  Q.  R.  R.  Co.  et  al. 

This  complaint  asks  the  establishment  of  rates  on  cement  from  plant 
of  complainant  at  Hannibal.  Missouri,  to  various  destinations,  so 
established  as  not  to  give  undue  and  unreasonable  preference  to  ce- 
ment shippers  located  at  lola.  Humboldt.  Chanute.  Mildred.  Independ- 
ence, Fredonia.  Bad  Bonner  Springs.  Kansas. 


Heard  at  Chicaco.   April  Srd. 

A  I. HO  DOCKKT  12710.  involving  name  iuun  on  rates  between  Han- 
nibal aad  pointa  in  Illinob.  Heard  March  29th  at  Chicago. 

DOCKET  12798 — Galveston  Commercial  Araociation  TB. 
Golf,  Colorado  &  Santa  Fe  Railway  Co. 

The  complaint  alletrn  that  the  rate*  to  and  from  ihipalde,  Gal- 
veaton.  from  and  to  points  in  various  States  (for  export,  import  and 
coastwise)  and  the  arrangement*  for  interchange  In  through  move- 
ment oa  traffic  to  and  from  Galveston.  are  unreasonable,  unjustly  dis- 
criminatory againit  the  port  of  Galveston.  and  in  favor  of  New  Or- 
leans. Port  Arthur  and  other  Gulf  ports. 

Heard  at  Galveston.    March   27-April    II. 

DOCKET  12713-12887,  Etc.— National  Veneer  and  Panel 
Manufacture™'  Atutociation  et  al.  vs.  Aberdeen  & 
Km  kli-h  Railroad  Co.  et  al. 

The  complaint  asks  that  the  lumber  rates  from  and  to  points  in 
Eastern,  Southern.  Western  and  Mountain  Pacific  groups  shall  be  ap- 
plied to  veneer,  except  figured  veneer,  as  to  which  it  suggests  that 
the  rates  should  not  exceed  the  lumber  rate  by  more  than  fifteen 

Heard  at  Louisville.  Ky..  April  Srd. 

DOCKET  I.  &  S.  1490— Grain  from  Illinois  Central  Railroad 
Illinoifi  point*  to  New  Orleans  for  export. 

Heard    at    Chicago,    March    22nd. 

Official  transcripts  of  the  stenographers'  minutes  of  these  hearings 
can  be  obtained  only  from  the  Official  Reporters,  at  the  nominal  cost 
of  12%c  per  page  (fixed  by  the  Commission). 


WE  CAN  ALSO  SUPPLY  TRANSCRIPTS  OF  ALL  I.  C.  C.  CASES  HEARD  SINCE  DECEMBER  1,  1920 


ADDRESS: 


OFFICIAL  REPORTERS,  INTERSTATE  COMMERCE  COMMISSION 

Woolworth  Building  New  York  City 

THE  STATE  LAW  REPORTING  COMPANY,  Publishers  of  Law  Reports 

Stenographic  Reports  of  Depositions.  Conventions,  Legal  Proceedings,  Investigations,  etc.,  anywhere  in  the  United  States 
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May  8 — Charleston.  W.  Va. — Examiner  Worthington: 

*  1364&— Kanawha  Black  Band  Coal  Co.  et  al.  vs.  0.  &  O.  Ry.  et  al. 
May  8 — Kansas  City.  Mo. — Examiner  Fuller: 

*  I.  and  S.   1523 — Non-absorption  of  (Witching  charges  of  the  Kansas 

City  Railways  Co. 
May  9 — Denver,  Colo. — Examiner  Keene: 

13507 — The  Colorado  Fuel  and  Iron,  Co.  vs.  Director  General. 

13542 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 

13489 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
May  9 — Kansas  City.  Mo. — Examiner  Fuller: 

*  I.  and  S.  1524— Coal  from  the  southwest  to  Omaha,  Neb.,  and  related 

points. 
May  10 — Parkersburg.  W.  Va. — Examiner  Worthington: 

*  13557 — The  Pnrkersnurar  Rig  and  Reel  Co.  vs.  Director  General,  B.  & 

O.  et  al. 
May  10 — Louisville,  Ky. — Examiner  Cassidy: 

*  13525— Calumet  Fertilizer  Co.  vs.  L.  &  N.  et  ai. 
May  10 — Argument  at  Washington,  D.  C. : 

Finance  Docket  1258 — In  the  matter  of  the  application  of  the  Duluth 
&  Northern  Minnesota  R.  R.  Co.   for  a  certificate  of  public  con- 
venience and  necessity. 
May  10 — Denver,  Colo. — Examiner  Pattison: 

13588 — Western  coal  rates. 
May  10— Denver,  Colo. — Examiner  Woodrow: 

*  13141 — The    Larimer   County    Co-operative   Milk   Condensery   Co.  vs. 

Director  General. 
May  10 — Louisville,  Ky. — Examiner  Cassidy: 

*  13571 — The   L.   &   N.   R.   R.    Co.   vs.   the   Cumberland   &   Manchester 

R.  R.  Co. 
May  10 — Parkersburg,  W.  Va.— Examiner  Worthington: 

*  13537— The  Parkersburg  Rig  and  Reel  Co.  vs.  C.  M.  &  St.  P.  et  al. 

*  13506 — The  Parkersburg  Rig  and  Reel  Co.  vs.  St.  L.-S.  F.  et  al. 
May  11 — Philadelphia,  Pa. — Examiner  Quevedo: 

12840 — G.   B.  Markle  Co.,  now  Jeddo-Highland  Coal  Co.  vs.  Director 

General. 
May  11 — Washington,  D.  C. — Examiner  Burnside: 

*  13549 — Divisions  of  joint  rates,   fares   and   charges   on   traffic   inter- 

changed  between  the  Nevada-California-Oregon   Ry.   and   its  con- 
nections. 
May  11— Tulsa,  Okla.— Examiner  Fuller: 

*  13617 — Empire  Refineries,  Inc.,  et  al.  vs.   Director  General,  A.  T.   & 

S'.  F.  et  al. 

»  13553 — Empire  Refineries,  Inc.,  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
May  11 — Louisville,  Ky. — Examiner  Cassidy: 

»  13572 — United  States  Coal  and  Coke  Co.  vs.  Director  General,  L.  &  N. 
May  11 — Washington,  D.  C. — Examiner  Hartman: 

valuation   Docket   No.  2 — In  re  supplemental  tentative  valuation  of 

the  property  of  the  Texas  Midland  R.  R. 
May  11 — Washington,  D.  C. — Examiner  Kelley: 

Valuation  Docket  No.  126 — In  re  tentative  valuation  of  the  property 

of  Western  Pacific  Ry.  Co. 
May  11 — Charlotte,  N.  C. — Examiner  McGrath: 

13456— J.  H.  Wearn  &  Co.  vs.  B.  &  O.,  Director  General  et  al. 
May  11  and  12 — Argument  at  Washington,  D.  C.: 

8182 — Western  cement  rates. 

11829 — Nebraska  rates,  fares  and  charges. 
May  11 — Tulsa,  Okla. — Examiner  Fuller: 

*  13552— Empire  Refineries,  Inc.,  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
May  11 — Louisville,  Ky. — Examiner  Cassidy: 

»  13610 — Henry  Knight  &  Son  vs.  Director  General,  Sou.  Ry. 

*  Such   portions   of   fourth   section   application   No.   1548,    filed   by   the 

Southern  Ry.  by  which  carriers  named  as  parties  thereto,  ask  for 
authority  to  continue  to  charge  for  the  transportation  of  scrapped 
tin  cans  from  Atlanta,  Ga.,  to  Seawaren,  N.  J.,  rates  which  are 
lower  than  the  rates  contemporaneously  maintained  on  like  traffic 
from  Chamblee,  Ga.,  and  other  intermediate  points. 
May  12 — Wildwood,  N.  J. — Examiner  Quevedo: 

*  13419— Atlantic  City  R.  R.  Co.  vs.  Wildwood  &  Delaware  Bay  Short 

Line  R.  R.  Co. 
May  12 — Lynchburg,  Va. — Examiner  McGrath: 

13389 — Lynchburg  Foundrry  Co.  vs.  N.  &  W.  et  al. 
May  12 — New  Orleans,  La. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  12 — Louisville,  Ky.- — Examiner  Cassidy: 
13615 — Southeastern  Live  Stock  Association  vs.  L.  &  N.  et  al. 

*  Such   fourth    section    departures   as   may   exist   in    the    rates    under 

consideration  will  be  disposed  of  in  this  complaint. 
May  12 — Tulsa.  Okla. — Examiner  Fuller: 

*  11842 — General  Iron  Works  vs.   Director  General,   C.  C.   C.   &  St.   L 

et  al. 


May  13 — Columbus,  O. — Examiner  Worthington: 

*  13645— The  Pure  Oil  Co.  vs.  Director  General. 
May  13 — Duluth,  Minn. — Examiner  Gaddess: 

*  13647— Hamilton  Furnace  Co.  vs.  B.  &  O.  et  al. 
May  13 — Argument  at  Washington,  D.  C. : 

Valuation   Docket   1 — In  re  tentative   valuation   of   the   properties  of 
Atlanta,   Birmingham  &  Atlantic  R.  R.  Co.,  Alabama  Terminal  R. 
R.  Co.  and  Georgia  Terminal  Co. 
May  15 — Memphis,  Tenn. — Examiner  Cassidy: 

*  I.  and  S.  11 — Wasteful  service  by  tap  lines — Prescott  &  Northwest- 

ern   R.  R.  Co.  and  Ouachita  &  Northwestern  R.  R.  Co. 
May  15 — Minneapolis,  Minn. — Examiner  Gaddess: 

*  13265 — South  Shore  Cedar  Co.  et  al.  vs.  Director  General. 

*  13371 — Washburn-Crosby  Co.  vs.  Director  General. 
May  15 — Chicago,  III. — Examiner  Butler: 

*  13403 — Globe  Rendering  Co.  vs.  Director  General. 
May  15 — Philadelphia,  Pa. — Examiner  Quevedo: 

*  13520 — The  Atlantic  Refining  Co.  vs.  Director  General,  Pa.  R.  R. 

*  13495— E.   I.   DuPont  de  Nemours  &  Co.   vs.   Director  General,   New 

Orleans  &  Northeastern  R.  R.  et  al. 

*  13495,  Sub.  No.  1— E.  I.  DuPont  de  Nemours  &  Co.  vs.  111.  Cent.  R.  R. 

et  al. 

*  13495,  Sub.  No.  2 — E.  I.  DuPont  de  Nemours  &  Co.  vs.  Director  Gen- 

eral. 111.  Cent.  R.  R.  et  al. 

May  15— Cincinnati,  O. — Examiner  Worthington: 
3  13605 — The  Dewey  Bros.  Co.  vs.  C.  &  O.  Ry.  et  al. 

*  13603— The  Dewey  Bros.  Co.  vs.  N.  &  W.  Ry.  et  al. 

*  Such   portions   of   fourth   section   application   No.    1561,    filed    by   the 

Norforlk  &  Western  Ry.  Co.,  by  which  carriers  named  as  parties 
thereto  ask,  among  other  things,  for  authority  to  continue  to 
charge  for  the  transportation  of  coal,  in  carloads,  from  Caples. 
Exoelsior,  Pageton.  Springrton  and  Susanna,  W.  Va.,  to  Loveland, 
O.,  rates  which  are  lower  than  the  rates  contemporaneously  main- 
tained on  like  traffic  to  Blanchester,  Leesburg  and  Lynchburg,  O., 
and  other  intermediate  points. 
May  15 — Fort  Worth,  Tex. — Examiner  Fuller: 

*  13522 — Montrose  Oil  Refining  Co.,  Inc.,  vs.  Director  General. 
May  15— Fort  Worth,  Tex.— Examiner  Fuller: 

*  13558— John  A.   Hunt   &   Co.   vs.   Ft.   Worth   &   Rio  Grande   Ry.   Co. 

et  al. 
May  15 — Cincinnati,   O. — Examiner  Worthington: 

*  13604 — The  Dewey  Bros.  Co.  vs.  L.  &  N.  et  al. 
May  15 — Chicago,  111. — Examiner  Butler: 

*  13458 — Ben  D.  Anguish  et  al.  vs.  Ala.  &  Vicksburg  Ry.  et  al. 
May  15 — Salt  Lake  City,  Utah — Examiner  Pattison: 

9613 — Cameron  Coal  Co.   et  al.  vs.   A.   T.   &  S.   F.   et  al.       (Further 

hearing.) 
1 3588 — Western  coal  rates. 


CENTRAL  VERMONT  EQUIPMENT  NOTES 
The  Central  Vermont  has  applied  to  the  Commission  for 
authority  to  issue  $779,000  of  equipment  trust  notes  to  pay  for 
700  rebuilt  freight  cars  to  be  purchased  from  the  American  Car 
and  Foundry  Co.  The  cars,  in  bad  order,  will  be  turned  over  to 
the  car  company  by  the  Central  Vermont  and  then  bought  by 
it  after  they  have  been  reconditioned; 


MORGANTOWN   &    KINGWOOD   BONDS 

The  Commission  has  authorized  the  Morgantown  &  King- 
wood  Railroad  Company  to  issue  $40,500  of  first  mortgage  5 
per  cent  30-year  bonds  for  the  purpose  of  refunding  a  like 
amount  of  first  mortgage  5  per  cent  20-year  bonds  which  ma- 
tured January  1,  1922. 


MO.-ILL.    R.    R.    BONDS 

The  Missouri-Illinois  Railroad  Company  has  been  authorized 
by  the  Commission  to  issue  not  exceeding  $225,000  of  first  mort- 
gage 7  per  cent  gold  bonds  and  to  sell  them  at  92%  per  cent 
of  par  and  accrued  interest.  The  proceeds  will  be  used  to  pay 
for  the  construction,  equipment  end  delivery  of  a  steam  car 
ferry,  and  also  for  the  equipment  and  betterment  of  approaches 
to  be  used  by  the  ferry  when  placed  in  service.  The  ferry  will 
be  used  to  transfer  the  company's  cars  and  trains  across  the 
Mississippi  River  between  Kellogg  Landing,  111.,  and  Little  Rock 
Landing,  Mo.,  and  will  replace  a  ferry  that  has  been  in  service 
for  25  yeara 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN 


GEORGE  L.  BOYLE 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special   attention  to  Freight  Rate   Adjustment! 

and   Practice   before   the   Interstate 

Commerce   Commission 

Reom  801  American  National  Bank  Bnlldlnc 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and  Counsellors  at  Law 

277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


EARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDO.,  WASHINGTON,  D.  C. 

(Tor  *  number  of  yean  attorney  and  ei- 
unlner,  Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  yean  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 


Woodward  Building 


Washington.,  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-18   Liberty   Central   Trust   Building. 

St.  Louli.  Mo. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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TENTATIVE    RtPO"r»   OF    THE    COMMISSION 

HEARINDS    ON    SHIP    SUBSIDY 

AGRICULTURAL     INQUIRY     REPORT 

AMERICAN     SHORTLINE     ASSOCIATION      MCETINB 

RAILROAD      CONSOLIDATION      HEARINGS 

LBtM   AND    DAMAGE    DECISIONS 

Caaw  fcrtllnl   Irr  Hat*  and  talml   • 
MISCELLANEOUS   TRAFFIC    DECISIONS 

"•MM  oMiMM   wf  tTteltt   MM|  ftftaVml   f^i»art»>. . . 
SHIPPING    DECISIONS 

'  .—  it«rtoM   br   Kat*  and  fcwral   mwU. . 

TRAFFIC    LESSON    No.    *_•»    Pr ,    Grow    C    NnWHMr 

PERSONAL    NEWS    AND    NOTES 
THE    OPEN    FORUM 
QUESTIONS   AND   ANSWERS 

l-t/il    and    prartlral    qnpfalon*    l*l»lllll    kt    oinrn 
RAILWAY      WAGE      CASE 
NEW   COMPLAINTS 

IH*P«U  of   nMMMM  Bbd  with   Ik*  Coannlfawn . . . 
DOCKET    OF    THE    COMMISSION 

Mr*   ind    fltfrt   at  Kf«riM>   and 
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Save  Money 
On  Your 
Freight 
Shipments 

"How?" 
That  is  Simple 

Simple,  indeed,  if  those  ship- 
ments of  yours  include  House- 
hold Goods,  Automobiles  or 
Machinery  for  domestic  points, 
or  anything  anywhere  for  export, 
and  remember  that  our  Con- 
solidated Carload  Service  not 
alone  saves  you  money,  but 
time  and  trouble  as  well. 

The  reason?"  That  is  simple, 
too-  Consolidation  and  Co- 
operation, those  are  the  factors 
which  effect  all  these  savings 
when  shipments  are  made 
through  our  Consolidated  Car- 
load Service. 

ML 

A 
r\ 

Export  and  Domestic  Freight  Forwarders 

General  Office*:  203  So.  Dearborn  St.,  Chicago 
Eastern  Office*:      Woolworth  Bldg.,  New  York 


B«ton:    <>M  South   II. .i!. ling 
Buffalo     Kllinrtt  Squarr. 
I'hil..!.  i|.l,i»-  I>mrl   lluililin*. 
Cincinnati:  I'nton  TnM    BuiMing. 
r'lrvrland:  Hiprxxlmmr  Buildinx. 
Lo»  Angrln:  Van  \uy»  Hinlilint;. 
San  Franriam:    Mooadnork  Building. 
Sralllr:  Alataa  Building 
Portland.  Orrfoo:  15th  ami  Krarnry  SI. 
/  OJtt*. 
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What  Determines 
The  Gateway? 


TO  HAVE 
WHAT  YOU  WANT 
1  WHERE  YOU  WANT  IT 
WHEN  YOU  WANT  IT 


ON  shipments  for  the  West  and 
Southwest  do  you  select,  with 
a  knowledge  of  conditions  and  a 
careful  comparison  of  advantages, 
the  gateway  through  which  your 
"L.  C.  L.'  business  must  pass? 


Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 


Why  I 


Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
.enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  intere?" 
everywhere. 


ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 

describing 

our  transfer 

service 


More  Than  Two  Million  Dollars  Invested  in  Facilities 


April  29.  1922 
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Airplane  view  of  Galvctton   harbor  and  port  facilities,  showing  clip  lyitem  of  docks,  waterfront  track* 

and  other  transportation  advantage*. 

Exports  Are  Increasing 

The  volume  of  exports  through  the  Port  of  Galveston  has 
increased  so  materially  that  the  decreased  valuations  shown  in 
government  records  for  the  past  year,  show  a  lower  aggregate 
decrease  than  any  other  American  port. 

The  Port  of  Galveston 

is  proud  of  its  records,  for  they  show  conclusively  that  the  hundreds  of  shippers 
using  this  port,  like  the  service.  We  are  prepared  to  serve  many  more,  regardless 
of  the  commodity.  A  trial  will  convince  you. 

Write  for  copy  of  our  "PORT  BOOK." 

GALVESTON  COMMERCIAL  ASSOCIATION 


Galveston,  Texas 
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Where  they  reach 


Where  to  reach  them 


Could  you  have  devised  a  better  name  than 

SOUTHERN  PACIFIC  LINES 

to  designate  this  great  transportation  system  ? 


SOUTHERN    Its  rail  lines  parallel  our  southern  border  from 

the  Mississippi  River  to  the  Pacific  Ocean,  and — 

PACIFIC  Follow  the  Sunset  Coast  from  the  Columbia  to 
Mexico,  thence  penetrating  that  interesting  re- 
public for  1500  miles  along  its  western  boundary. 

LINES  Southern  Pacific  rail  and  steamship  lines  reach 
from  the  Hudson  to  the  Columbia,  bounding 
the  nation  on  three  sides,  and  forming  the  only 
transcontinental  transportation  system  in  the 
United  States  under  one  management. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO.  ILL. 

Copyright.   1922.     Sxt«enth  Ye&r 
MtrrbcrofA.  B.C. 

A  working  tool  for  traffic  men.  both  industrial  and  railroad:  a  national  journal  of  transportation  news:  independent  as  between  carrier  and  shipper 


Vol.  XXIX 


SATURDAY,  APRIL  29,  1922 


No.  17 


E.  F.  HAMM.  Proidont 
HENRY  A.  PALMER.  Editor 

H.  W.  KELLOGG. 

*AHA™sp£r&- 


W.  C  TYLER.  S^rturr-Trwunr 

E.  C  VAN  ARSDEL.  BumM  M*m|« 


.  CW. 

Wuhmjton  Mm  Bunrui 


i  and  irjimi  MHaraucilly  at  <nd  of  porrod 


All  rmttmnoB  thould  b.  mtd.  ptyibirj  to  ordv  of  THE  TRAFFIC  SERVICE  COR 
PORATION.  Chra^x  and  *outd  b.  m  Chro»  or  Ntw  York  odun». 


TERMS  OF  SUBSCRIPTION 


ONE  YEAR  .    .    . 
MX  MONTHS     .    . 
THREE  MONTHS 
SINGLE  COPY    . 


110.00 
.     ..M 

.     100 

.     .1$ 


1IWJO  South  Market  Street. 
>    CHICAGO.  ILL. 


Colorado  Building.  ' 
WASHINGTON.  D.  C. 


TRANSPORTATION  EDUCATION 

The  proposal  made  by  Bird  M.  Robinson,  president 
of  the  American  Short  Line  Railroad  Association,  that 
there  be  a  national  transportation  institute,  supported  by 
both  carriers  and  shippers,  for  the  education  of  the  pub- 
lic \\ith  reference  to  transportation,  is  worthy  of  serious 
consideration.  Under  the  su[>ervision  of  the  right  men 
and  inspired  by  broad  motives,  such  an  institute  would 
be  invaluable,  for  it  is  a  fact,  as  Mr.  Robinson  points  out 
ami  as  we  have  frequently  said,  that  the  lack  of  public 
understanding  is  largely  responsible  for  our  transporta- 
tion ills.  The  other  chief  cause  of  our  troubles  is  the 
failure  of  carriers  and  shipp-  listinguished  fp-in 

the  rest  of  the  public — to  realize  (or  to  act  on  the  reali- 
zation) that  their  interests  are  identical  and  that,  in- 
stead of  lighting  each  other,  they  should  unite  in  the  in- 

1  »f  sane  transportation  policies  that  would  mean 
adequate  revenue  for  the  one  and  adequate  service  and 
reasonable  rates  for  the  other. 

It  is  to  meet,  as  far  at  it  may,  this  need  for  educa- 
tion of  the  public  and  the  right  point  of  view  by 
who  deal  in  transportation,  that  a  national  association 
of  traffic  clubs  is  proposed.  But  it  need  not.  even  if  it 
i  essfully  organized,  interfere  in  any  way  with  the 
plan  proposed  by  Mr.  Robinson.  The  two  could  act  in 
conjunction.  There  cannot  be  too  many  agencies  work 
ing  along  right  lines.  Of  course,  the  \ery  fact  that  a 
national  association  of  traffic  clubs  was  organizer!  mi 
such  a  platform  or  that  Mr.  Robinson's  proposer!  insti 
tute  was  fniiiidi-d.  would  show  that  carriers  ami  ship- 
to  that  extent,  were  realizing  the  fact  that 
their  interi-sts  \\,n  identical;  but  there  would  still  be 
much  work  to  do  in  order  to  keep  even  the  converts 
working  along  the  lines  of  their  convictions,  t,,  wjn  ,K.W 
support  and  sympathy,  and  to  keep  informed  th« 
eral  public,  which,  in  the  final  analysis.  ,„  the  determin- 
ing tar  tor  in  legislation  and  in  the  enforcement  of  it. 


But  before  there  can  be  any  such  institute  as  Mr. 
Robinson  proposes  or  any  effective  organization  of  traf- 
fic clubs  for  educational  purposes,  shippers  and  carriers 
themselves — the  men  who  deal  in  transportation  and 
who  would  be  the  members  or  the  supporters  of  such 
organizations — must  come  to  the  full  realization  that,  in 
the  p*ropcr  solution  of  the  transportation  or  any  other 
problem,  the  point  of  view  is  the  fundamental  thing.  If 
a  shipper  is  schooled  to  believe  that  a  railroad  man  is  a 
crook  and  that  his  business  is  to  rob  his  patrons,  and 
that  the  shipper's  duty,  on  the  other  hand,  is  to  get  all 
.  for  les>  than  the  railroad  offers  to  take;  if  a  rail- 
road man  believes  that  shippers  are  ignorant  and  narrow 
and  are  merely  lemons  to  be  squeezed  for  the  profit  of 
the  carriers;  if  the  public  regards  only  the  surface  of 
things  and  believes,  because  rates  are  high  and  because 
some  railroads  in  the  past  have  been  guilty  of  stock- 
jobbing schemes,  that  the  railroads  are  pretending  ills 
that  are  not  present  and  that  they  ought  to  be  dealt  with 
summarily;  if  regulatory  bodies  regard  politics  and  pros- 
pects of  rcappointment  instead  of  the  merits  of  the  case 
in  deciding  controversies — then  we  shall  never  arrive  at 
a  solution,  but  shall  continue  our  present  ways  of  strife 
and  unsettled  conditions. 

The  questions  we  should  .<sk  ourselves  arc:  "What 
is  the  proper  |M.int  of  view,  and  how  shall  we  cause  it  to 
prevail  ?" 

Unquestionably  the  proper  point  of  view  is  that 
there  is,  generally  speaking,  no  difference  between  the 
interest  of  the  shipper  and  that  of  the  carrier.  The 
shipper  must  have  reasonable  rates  and  he  has  a  right 
to  demand  them.  He  must  also  have  good  service.  Good 
e  cannot  be  given  without  reasonable  profits.  The 
carrier  has  a  right  to  demand  such  profits  as  a  proper 
reward  for  investment  and  the  shipper  to  demand  that 
service  be  given  in  return  for  the  profits.  The  carrier 
cannot  make  money  without  the  shipper  and  the  shipper 
cannot  ship  without  the  carrier.  There  may  be  differ- 
ences on  specific  matters  of  detail,  but  on  this  broad  gen- 
eral principle  there  should  be  absolute  agreement.  Per- 
haps there  is  such  agreement.  At  least,  few  would  deny 
their  acquiescence  in  the  principle  announced.  But  the 
trouble  is  that  they  do  not  apply  the  principle.  A  man 
may  believe  in  charity  but  keep  his  pocketbook  closed. 
He  may  believe  in  kindness,  but  beat  his  wife.  He  may 
he'ieve  in  education  but  make  his  boy  work  instead  of 
sending  him  to  school.  He  may  believe  in  religion  and 
yet  lead  an  unrighteous  life.  It  makes  little  difference 
what  we  believe.  It  is  what  we  do  that  counts.  And 
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UlLF,  MOBILE  *  KOBTHEBJI 
K1ILE01D 

AMD    COMKKCTION* 


Dependable,  Fast  Freight  Service 

has  resulted  in  a  substantial  move- 
ment of  traffic  via  the 

Gulf,  Mobile  and 
Northern  Railroad 

To  further  augment  our  Service  be- 
tween Northern  centers  and  Southern  and 
Southwestern  points  another  Fast  Freight 
Schedule  is  being  inaugurated. 

To  expedite  your  shipments  route  via 
Bells,  Tenn.,  Jackson,  Tenn.,  or  New  Al- 
bany, Miss. 

THE  ROAD  OF  SERVICE 


CHICAGO,  ILLINOIS 

551    Marquette  Bldg. 

DETROIT,  MICHIGAN 
704  Free  Press  Bldg. 

ST.  LOUIS,  MISSOURI 
426  Pierce  Bldg. 

KANSAS  CITY,  MISSOURI 

717  Railway  Exchange  Bldg. 


Offices  at: 

MEMPHIS,  TENNESSEE 

536  Bank  of  Commerce  Bldg. 
LOUISVILLE,  KENTUCKY 
302  Louisville  National  Bank  Bldg. 
NEW  ORLEANS,  LOUISIANA 
1012  New  Hibernia  Bldg. 
MOBILE,  ALABAMA 
71   Conli  Street 


100  A-l  Steel 
Steamers 


NAWSCO  LINES 


Fortnightly 
Sailings 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
PHILADELPHIA,  PA. 

NEW  YORK,  N.  Y. 
BALTIMORE,  MD. 


and 


SAN  DIEGO 
LOS  ANGELES 
SAN  FRANCISCO 
OAKLAND 


ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  service  from  NEW  YORK,  BOSTON  and  BALTIMORE 


Through  Bill* -of -Lading  to  Hawaiian  Islands  and  the  Far  East 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


136  South  Fourth  Street,  Philadelphia 
36  Exchange  Street,  Portland 


Owners  and  Operator*  U.  S.  Shipping  Board  Ship* 

111  Summer  Street,  Boston 

11  Moore  Street,  New  York  City 

503  Keyser  Building,   Baltimore 


601    Bessemer  Building,  Pittsburgh 
112  West  Adams  Street,  Chicago 


ADMIRAL  LINE,  Pacific  Coast  Ports 


:'!!.  V.'-.' 
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the  trouble  with  both  shippers  and  carriers,  even  those 
who  have  thought  deeply  enough  to  appreciate  the  fact 
that  their  interest-  an-  identical,  i-  that  they  are  all  the 
time  acting  a-  if  there  wen-  no  such  fact.  A  shipper 
endeavors  to  have  a  rate  reduced  that  he  know-  is  not 
t««i  high  or  a  practice  aholi-hcd  that  lie  knows  is  justi- 
fied: a  carrier  trie-,  by  one  ni>-an-  or  another,  to  have  a 
rate  increased  that  it  know-  i-  high  enough,  to  prevent 
a  reduction  that  it  knows  i-  justified,  or  to  establish  a 
practice  that  it  knows  is  not  justified-  all  because  of  the 
little  money  that  is  immediately  involved  on  one  side  or 
the  other,  without  thought  even  of  the  financial  side  of 
the  wider  consideration  involved.  This,  of  course,  is  due 
to  the  selfishness  that  is  inherent  in  all  of  us.  We  are 
not  so  optimistic  as  to  hope  that  this  very  human  trait 
will  be  eradicated  from  shipper  and  carrier  while  re- 
maining in  the  rest  of  the  race;  but  it  is  our  hope  that 
ie  day  the  selfishne~-  of  both  shipper  and  carrier  will 
be  big  enough  and  sane  enough  to  -ee  that  both  will 
profit  more  if  they  work  a  little  more  together.  It  might 
still  be  selfishness  on  the  part  of  a  shipper,  for  instance, 
to  forego  a  decrease  in  the  rate  on  a  commodity  in  which 
he  was  interested  as  his  contribution  toward  a  situation 
that  would  bring  better  service  or  -omc  other  advan- 
tage larger  than  the  small  reduction  ;  but  that  is  the  kind 
of  selfishnes-  we  want  the  kind  of  selfishness  that  can 
see  beyond  its  nose  and  that  reckon-  rc-ult-  largely. 


LABOR  BOARD'S  POWERS  DEFINED 

Friends  and  foes  alike  . .f  the  Labor  Board  and  the 
principle  of  government  regulation  of  the  dealings  of 
carrier-  with  their  employes  -hould  welcome  the  clear- 
cut  definition  of  the  power-  of  the  board  under  the  tran- 
|M>rtation  act  handed  down  by  Judge  l'ac<  .  of  the  federal 
court.  l.iM  week.  The  opinion  i-  sweeping  .nid  digs 
deeply  into  the  detail-  of  the  law  and  the  duties  of  the 
board  which  it  created. 

No  one  who  has  watched  the  progress  of  the  Penn- 
-ylvania's  case  against  the  board,  however,  believe-  that 
the  court's  findings  will  be  admitted  as  final  by  either 
side.  Legal  advisors  to  the  board  make  no  secret  of 
their  intention  to  take  the  matter  to  the  Supreme  Court 
and  it  is  fairly  certain  that,  even  if  the  board  did  not  do 
so,  the  railroad  would,  in  order  to  obtain,  if  possible,  a 
reversal  of  the  findings  as  to  the  constitutionality  of  the 
labor  provision-  of  the  transportation  act. 

The  subject  matter  of  the  opinion  falls  into  three 
major  divisions:  Fir-t.  the  kinds  and  classes  of  disputes 
over  which  the  board  has  jurisdiction ;  second,  the 
weight  and  value  of  the  board'-  opinion-  and  decisions; 
third,  the  constitutionality  of  the  title. 

Then-  i-  nothing  new  in  the  court's  definition  of 
the  i  la— e-  of  disputes  that  the  board  may  entertain  un- 
der -ection  .V)l,  except  that  it  now  has  judicial  backing. 
The  fact  that  under  section  301  the  board  could  not  as- 
sume jurisdiction  over  a  dispute  unles-  it  wa-  certified 
to  it  by  both  parties  \\.i~  adva>  ago  by 

attorneys  for  the  American  Short  Lim-  .\--ociation  and 
has  been  subscribed  to  by  the  Pennsylvania  ever  since 
the  inception  of  the  dispute  on  which  the  opinion  wa- 
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assertion  that  "the  meaning  is  too  plain  to  need  interpre- 
tation," strikes  home. 

We  do  not  understand  why  the  court  passed  on  the 
question  of  the  weight  and  value  of  the  findings  of  the 
board.  So  far  as  we  can  learn,  that  question  was  not 
brought  up  in  the  bill  or  in  the  argument.  But  a  judi- 
cial opinion  on  it  is  welcome,  nevertheless.  The  court 
said,  in  the  plainest  kind  of  language,  that  the  board's 
decision  that  a  thing  was  right  or  wrong  did  not  neces- 
sarily make  it  so.  There  is  no  provision  in  the  law,  the 
court  said,  "that  the  decisions  of  the  board  shall  be  final 
and  have  the  binding  force  of  decrees  to  be  performed." 

This  might  mean  that  even  the  moral  force  of  the 
board's  decisions  had  not  been  sanctioned  by  law,  but 
the  court,  in  its  opening  statement,  asserts  that  the  board 
is  a  body  that  can  sue  and  be  sued,  thus,  in  effect,  up- 
holding the  contentions  of  Chairman  Barton  that  deci- 
sions of  the  board  may  be  enforced  in  the  courts. 

The  corollary  of  that  is  interesting.  If  the  board 
can  be  sued,  does  that  mean  that  the  carriers  who  have, 
in  obedience  to  decisions  of  the  board,  reinstated  em- 
ployes and  paid  back  salaries  for  the  time  lost,  can  sue 
the  board  for  recovery,  in  case  those  disputes  were  con- 
sidered by  the  board  on  ex  parte  submissions?  Can  the 
Interstate  Railway  Company,  which  the  board  recently 
found  to  be  in  violation  of  one  of  its  decisions,  and  the 
conduct  of  whose  officers  was  characterized  as  "repre- 
hensible" and  "unfair,"  sue  the  board  for  damages  be- 
cause the  dispute  was  an  ex  parte  submission  under  sec- 
tion 301?  \\'e  do  not  venture  an  opinion;  we  merely 
inquire. 

From  an  abstract  point  of  fiew,  the  court's  words 
as  to  the  power  of  Congress  to  regulate  the  wages  and 
the  working  conditions  of  common  carrier  employes  is 
the  most  far-reaching  part  of  the  opinion.  In  the  clos- 
ing paragraph,  for  instance,  it  i-  stated  that  whenever 
"men  and  property  enter  into  and  become  a  part  of  an 
interstate  common  carrier  system,  they  so  far  lose  their 
private  character  that  they  become  wholly  subject  to 
all  reasonable  regulatory  measures  prescribed  by  Con- 
gress." The  word  "reasonable"  is  the  only  word  of  com- 
fort for  the  railroads  in  the  paragraph. 


HEARING  ON  BACHARACH  BILL 

The   Traffic   World   Washington   Bureau 

The  House  judiciary  committee  this  week  held  a  hearing  on 
•••  Bacharach  bill  (H.  R.  10212),  designed  to  remove  from  the 
jurisdiction  of  the  federal  courts  appeals  from  orders  issued  by 
•late  regulatory  bodies  affecting  public  utilities.  John  E.  Ben- 
ton,  general  solicitor  for  the  National  Association  of  Railway 
and  Utilities,  appeard  in  favor  of  the  bill  In  behalf  of  the  state 
commissions  of  Arizona.  Colorado,  Florida,  Idaho,  Kansas,  Michi- 
gan, Montana,  Nevada,  New  Hampshire,  New  Jersey,  New 
Mexico,  North  Dakota.  Oklahoma,  South  Dakota,  Tennessee,  Utah. 
Virginia,  and  West  Virginia. 

The  Railroad  Commission  of  Wisconsin  and  the  Public  Serv- 
ice Commission  of  Missouri  are  opposed  to  the  legislation. 

"Interference  with  state  regulation  by  appeal  to  the  equity 
power  of  the  federal  courts  has  been  very  much  considered  and 
discussed  in  recent  years,"  said  Mr.  Benton.  "It  is  because  ap- 
peals to  the  equity  powers  of  the  federal  courts,  under  the  pres- 
••iii  law,  interfere  with  the  orderly  working  of  the  machinery 
which  the  states  have  set  up  for  the  regulation  of  the  rates  of 
public  service  corporations  that  this  bill  is  here.  The  evil  whlcb 
Is  sought  to  be  remedied  Is  a  comparatively  new  one;  but  it 
effects  the  whole  country..  If  this  bill  Is  not  passed,  the  prob- 
lem will  still  be  with  you,  and  I  venture  to  say  that  some  bill. 
with  a  similar  aim,  will  be  continually  before  Congress  until  a 
remedy  is  found." 

The  hearing  was  adjourned  until  May  23. 
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DECISION   IN   RATE   INQUIRY 

The  Traffic   World   Washington  Bureau 

The  Commission's  decision  in  its  general  rate  inquiry  is  not 
in  sight.  That  is  the  fact  notwithstanding  the  publication  of 
reports  this  week  that  it  might  be  expected  within  ten  days  and 
that  it  would  make  "drastic"  reductions  on  "basic"  commodities. 
It  would  have  been  just  as  accurate  to  say  the  decision  might  be 
expected  within  a  week.  It  would  have  been  no  more  accurate 
nor  inaccurate  to  have  said  the  decision  might  be  expected 
within  a  month. 

Conferences  of  the  whole  Commission  on  the  whole  subject 
had  been  going  on  only  a  short  time  when  the  reports  about  a 
decision  in  ten  days  were  circulated.  Prior  conferences  had 
been  held  among  members  assigned  to  particular  phases  of  the 
case.  There  was  a  strong  impression  in  Washington  that  the 
reports  were  balloons  sent  up  to  draw  fire,  a  practice  common 
in  diplomacy,  in  the  hope  that  the  resultant  firing  would  dis- 
close something  of  value,  not  so  much  as  to  the  time  but  as  to 
the  nature  of  the  report. 

Inasmuch  as  it  has  long  been  understood  that  a  majority 
of  the  commissioners  favored  reductions  of  one  kind  or  another, 
the  chief  question  for  weeks  has  been  as  to  the  list  of  things  on 
which  the  reductions  were  to  be  ordered.  Agreement  might 
come  in  a  few  days  or  it  might  be  delayed  for  weeks.  There 
is  no  reason  for  expecting  a  decision  before  the  middle  of  May, 
yet  it  would  not  be  surprising  were  the  Commission  to  announce ' 
a  conclusion  before  that  time.  The  estimate  about  the  middle 
ot  May  is  based  on  the  belief  that  it  would  take  that  much  time 
for  the  commissioners  to  do  the  work  of  agreeing  and  then  put- 
ting the  facts  into  order  for  presentation  to  the  public.  The 
Commission  might  announce  a  conclusion  and  issue  an  order 
without  making  anything  more  than  a  pro  forma  report.  Such 
a  course,  however,  would  cause  dissatisfaction  because  both 
railroads  and  shippers  have  been  brought  up  with  the  idea  that 
the  Commission,  like  the  Supreme  Court  of  the  United  States, 
has  reasons  for  what  it  orders  done,  and  is  willing  to  have  them 
subjected  to  examination  and  criticism  by  those  interested. 

Another  general  impression  is,  and  long  has  been,  that  the 
reductions  will  be  limited  to  freight  moving  on  commodity 
rates  and  to  class  rates  on  which  heavy-loading '  commodities, 
such  as  iron  and  steel  and  petroleum,  are  moved,  particularly  in 
Official  and  Western  Classification  territories.  The  bulk  of  the 
testimony  seemed  to  be  against  reductions  in  class  rates,  as  class 
rates,  although  -the  National  Industrial  Traffic  League,  the  largest 
organization  of  shippers,  and  many  big  shippers  went  on  record 
as  favoring  reductions  by  the  same  method  as  the  increases  were 
made — that  is,  by  percentages  applicable  to  every  rate  on  which 
freight  is  carried. 

A  reduction  in  passenger  fares  would  be  a  great  surprise. 
The  Pullman  Company  made  a  strong  plea  for  the  elimination  of 
the  surcharge  because,  according  to  the  conclusion  it  drew  from 
the  statistics  of  its  own  business,  the  imposition  of  that  charge 
for  the  extra  weight  of  the  Pullman  cars  was  hurting  its  busi- 
ness. The  railroad  companies,  however,  opposed  its  elimination 
and  all  the  figures  furnished  by  them  seemed  to  show  that  the 
surcharge  was  not  as  great  as  the  extra  weight  hauled  would 
warrant. 


IRON  ORE  RATES 

The   Traffic   World   Washington  Bureau 

In  a  hearing  before  Examiner  Jewell,  April  24,  on  ex-lake  and 
other  iron  ore  rates  involved  in  I.  &  S.  No.  1514  and  No.  13445, 
Lackawanna  Steel  Co.,  vs.  Pennsylvania  et  al.,  the  fact  was 
brought  out  that  diversity  of  control  over  railroad  rates  had 
again  begun  manifesting  itself  in  a  situation  which  railroad  men 
represented  as  intolerable.  According  to  R.  H.  Collyer,  chaotic 
conditions  prevail  in  New  York,  New  Jersey,  and  eastern  Penn- 
sylvania by  reason  of  the  "duplex  form  of  common  carrier  con- 
trol." D.  L.  Lawrence,  general  freight  agent  for  the  Deleware, 
Lackawanna  &  Western,  went  into  detailed  explanations  of  how 
the  conflicting  control  exercised  by  the  federal  and  the  New 
York  state  commission  had  restored  the  old  troubled  state  that 
was  common  prior  to  the  exercise  by  the  Commission  of  the 
power  granted  to  it  by  the  revised  interstate  commerce  law. 

The  testimony  of  Messrs.  Collyer  and  Lawrence  was  given 
in  behalf  of  the  proposal  by  the  eastern  lines  to  reduce  rates 
on  iron  ore  substantially  28  per  cent,  from  the  mines  in  the  east 
to  the  various  blast  furnaces.  Mr.  Collyer  pointed  out  that  when 
the  Commission  suspended  tariffs  reducing  the  local  rates  of 
eastern  railroads,  the  commission  of  New  York  declined  to  take 
similar  action  with  regard  to  rates  in  that  state.  The  New  York 
authorities  also  declined  to  allow  the  carriers  to  restore  the 
ex-lake  ore  rate  when  the  Commission  suspended  tariff  carrying 
reductions  on  that  kind  of  ore  to  interstate  destinations.  They 
suggested  that  in  view  of  the  belief  of  the  carriers  that  the  rates 
on  ore  were  too  high  and  the  refusal  of  the  New  York  authorities 
to  permit  higher  rates,  the  easier  way  to  solve  the  situation 
would  be  for  the  federal  commission  to  permit  the  entire  elimina- 
tion of  the  Ex  Parte  74  increase  on  local  ore  rates  and  a  reduc- 
tion of  20  per  cent  in  the  ex-lake  rates. 

Francis  B.  James,  representing  the  Lackawanna  Steel  Com- 
pany and  other  so-called  lake  front  interests,  insisted  that  the 


chaotic  condition  was  due  entirely  to  the  action  of  the  carriers 
themselves.  He  insists  that  the  railroads  knew  before  they  filed 
them,  that  the  Commission  would  suspend  tariffs  making  reduc- 
tions because  the  national  body  had  warned  them  in  December 
last  that  it  could  not  tolerate  reductions  in  iron  ore  which  ap- 
peared to  discriminate  against  the  lake  front  interests,  because 
similar  reductions  on  fuel  to  the  lake  front  furnaces  had  not 
been  coincidentally  proposed.  The  eastern  carriers  did  not 
accept  that  suggestion  as  sound,  because,  they  said,  the  very 
low  export  rates  on  iron  ore  had  been  in  effect  since  September 
and  October  and  the  Commission  had  not  the  power  to  suspend 
them  nor  to  condemn  them  as  unreasonably  low  because  it  had 
not  conducted  a  hearing  as  to  their  reasonableness. 

J.  C.  Yenning,  of  the  Pennsylvania,  speaking  for  the  Central 
Freight  Association  lines,  said  that  the  railroads  in  that  part 
of  the  country  had  to  reduce  their  rates  on  ex-lake  ore  to  meet 
the  reductions  made  by  the  trunk  lines. 

Defense  of  the  proposals  of  the  carriers  in  Trunk  Line  and 
Central  Freight  Association  territories  with  regard  to  rates  on 
local  and  ex  lake  ore  involved  in  the  fight  between  the  lake 
front  and  interior  blast  furnace  interests  was  offered  at  the 
session  of  April  25  by  L.  W.  Francis,  president  of  Witherbee, 
Sherman  &  Co.,  with  ore  mines  at  Mineville,  N.  Y.,  and  F.  A. 
Ogden,  general  freight  agent  of  Jones  &  Laughlin  Steel  Co. 
They  contended  the  reductions  proposed  on  local  ores  produced 
in  New  York  and  New  Jersey  and  on  ex  lake  ores  were  needed 
to  meet  the  competition  of  foreign  ores  moving  through  the 
Atlantic  ports  on  rates  reduced  in  September  and  October,  1921, 
and  the  reduced  ex  lake  ores  left  in  effect  when  the  New  York 
commission  declined  to  allow  the  carriers  to  cancel  them  when 
,the  federal  Commission  suspended  the  proposed  interstate 
reductions. 

Mr.  Francis,  whose  ore  is  shipped  through  Fort  Henry,  N.  Y., 
to  eastern  destinations  said  the  lower  import  rates  had  caused 
an  increased  use  of  foreign  ores  with  a  corresponding  decrease 
in  the  use  of  American  ores. 

Mr.  Ogden  said  the  rates  on  ore  were  not  related  to  those 
on  coal  and  coke  but,  nevertheless,  he  favored  a  reduction  in 
the  rates  on  all  raw  materials  used  in  the  production  of  pig 
irons.  He  said  the  iron  and  steel  industry  had  brought  down 
all  production  costs,  other  than  the  rates  on  ore  and  fuel,  and 
that  the  proposed  reductions  on  ore  were  in  the  direction  which 
the  industry  had  taken  when  it  reduced  wages  and  made 
numerous  economies  in  operation. 


FURNISHING  OF  COAL  STATISTICS 

The   Traffic   World   Washington  Bureau 

At  the  request  of  the  House  committee  on  labor,  Chief  Coun- 
sel P.  J.  Farrell,  of  the  Commission's  staff,  appeared  before  that: 
body,  April  20,  to  discuss  the  power  of  Congress  to  require  the 
production  of  data,  by  mine  operators,  pertaining  to  wages  and 
working  conditions  in  the  soft  coal  industry,  and  to  punish  the 
failure  or  refusal  of  an  operator  to  furnish  such  statistics  by  for- 
bidding the  transportation  of  coal  produced  by  him,  from  one 
state  to  another. 

"It  looks  to  me  as  if  the  proposal  were  to  deprive  a  mine  op- 
erator of  the  right  to  ship  without  giving  him  'a  day  in  court" 
Mr.  Farrell  in  substance,  told  the  members  of  the  committee  dur- 
ing a  two  hour  talk  on  the  subject.  He  said  he  had  looked 
through  the  bill  to  find  the  procedure  to  be  followed  by  the  pro- 
posed governmental  agency  or  commission  the  duty  of  which 
would  be  to  enforce  the  prohibition  upon  a  recalcitrant  operator, 
or  the  protective  steps  to  be  taken  by  the  operator  in  the  event 
the  agency  assumed  to  forbid  the  transportation  of  the  coal 
mined  by  such  an  operator.  He  said  he  had  not  found  any  pro- 
vision for  anything  of  that  kind. 

One  of  the  members  of  the  committee  suggested  the  mine 
operator  would  go  into  court  to  attack  the  statute.  Still  Mr. 
Farrell  could  not  see  how  that  would  come  about  because  the 
agency  proposed  to  be  created  had  not  been  empowered  to  issue 
an  order  forbidding  transportation  to  the  recalcitrant  or  con- 
tumacious operator.  He  suggested  that,  no  operator  would  go 
into  court  to  have  the  statute  construed  unless  and  until  some 
one  undertook  to  interfere  with  his  right  to  ship. 

Mr.  Farrell  pointed  out  that  the  bill  made  no  provision  for 
the  agency  or  commission  appointed  to  collect  the  statistics  or 
data  to  go  into  court  for  an  order  forbidding  the  shipment  of 
coal  from  an  interdicted  mine.  Therefore,  as  drawn,  he  said,  he 
could  not  see  that. the  bill,  introduced  by  Representative  Bland 
of  Indiana,  would  accomplish  anything,  even  if  it  were  conceded 
that  Congress  had  the  power,  under  pretense  of  regulating  com- 
merce between  the  states,  to  require  the  furnishing  of  statistics 
about  the  production  of  coal  which  might  or  might  not  be  shipped 
in  interstate  commerce. 

Chairman  Gaskill,  of  the  Federal  Trade  Commission,  the 
body  that  has  been  trying  to  collect  statistics  about  production 
within  the  various  states,  on  the  theory  that  it  was  trying  to 
prevent  unfair  methods  of  competition  or  violation  of  the  anti- 
trust laws,  was  inclined  to  take  the  view  that  Congress  had  the 
power  to  require  the  furnishing  of  such  statistics  and  to  forbid 
transportation  of  the  products  of  such  as  refused  or  failed  to  fur- 
nish statistics. 
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The  Hearings  on  Railroad  Consolidation. — The  remarkable 
inability  of  representative*  of  the  railroads  in  the  southeast  to 
tell  Commissioner  Hall,  in  the  consolidation  hearing,  anything 
about  the  traffic  or  physical  facts  as  to  their  properties  caused 
several  chuckles— after  someone  had  suggested  that  when  one 
ban  something  to  sell  or  may  find  himself  maneuvered  into  a 
position  where  he  must  buy.  he  does  not  tell  everything  he 
knows.  In  a  way  of  speaking,  the  hearing  Commissioner  Hall 
tried  to  hold  was  a  preliminary  to  the  establishment  of  a  horse 
market.  Men  had  been  summoned  there  to  talk  about  buying 
or  selling  something.  No  one  knew  whether  he  was  expected 
to  buy  or  to  sell — hence  Inability  to  produce  data.  The  Com- 
mission  was  not  to  do  either  buying  or  selling.  That  might 
account  for  Mr.  Hall's  surprise.  At  times  he  seemed  a  bit  net- 
tled over  the  slowness  of  the  brethren  to  start  making  the 
record  about  which  be  bad  talked  much.  A  suggestion  was  that 
he  had  not  put  himself  in  the  other  fellow's  shoe*,  but  thought 
of  himself  only  as  the  regulator  of  the  trading,  plans  for  which 
Congress  had  told  the  Commission  to  make.  Not  a  dollar  of 

.mission  money  was  at  stake.  It  was  prepared,  like  other 
human  beings  when  they  are  talking  about  somebody  else's 
dollars,  to  say  Just  what  should  be  done.  The  men  who  will  be 
called  on  for  advice  when  the  time  for  trading  comes,  all  appar- 
••ntiy  remembered  their  knife-trading  days,  when  they  did  every- 
thing possible  to  find  out  about  the  other  fellow's  knife  without 
revealing  anything  about  the  broken  spring  or  chipped  blade 
of  their  own.  It  was  a  novel  experience  for  a  commissioner. 
There  probably  never  was  a  general  meeting  where  there  was 
less  desire  to  talk.  It  seemed  all  right  for  Mr.  Mapother.  of 
the  Louisville  &  Nashville,  and  Mr.  Cole,  of  the  Nashville, 
Chattanooga  £  St.  Louis,  to  commend  the  Commission's  sug- 
gestion about  the  unification  of  those  roads  and  the  Atlantic 
Coast  Line,  as  a  permissive,  but  not  mandatory  plan.  Henry 
Walters,  by  means  of  stock  purchases,  long  ago  united  those 
properties.  In  fact  if  not  In  name.  Therefore,  commending  the 

:  mission  plan  was  akin  to  saying  the  boss  was  a  line,  far- 
seeing,  and  altogether  right-minded  man.  who.  however,  should 
not  be  commanded  to  do  more  than  he  had  done  lest  the  Issuance 
of  such  a  command  restrict  the  market  In  which  he  might 
desire  to  sell  one  or  all  his  horses.  One  suggestion  was  that 
the  Commission  had  made  a  mistake  In  assigning  Commissioner 
Hall  to  hold  the  hearing:  that  really  the  Job  nhould  have  been 
turned  over  to  Chairman  Mr  chord,  who  is  from  a  "ho**"  trading 
state  adjoining  the  state  In  which  lived  the  general  who  laid 
It  down  as  a  bad  rule  to  stay  on  less  than  sevens  In  a  game 
of  straight  draw.  Commissioner  Hall,  It  was  suggested,  was 
a  fine  man.  but  he  spent  bis  young  manhood  practicing  law  in 
Paris,  where  there  are  good  salesmen  but  not  many  "hoss" 
traders  or  devotees  of  draw. 

President  Mapother.  of  the  Louisville  *  Nashville,  it  was 
suggested,  lightly  touched  on  the  great  truth  In  the  whole  thing 
when  he  said  that,  in  the  last  analysis.  It  was  a  matter  of 
credit  and  this  was  an  Inausplrlous  time  for  suggesting  the  as- 
sumption of  any  more  capital  obligations.  An  Innocent  might 
ask  why  there  should  be  any  more  capital  obligations  when 
nothing  but  consolidation  was  under  discussion.  The  innocent. 
In  bis  Innocence,  would  suggest  that  if  any  when  the  Commis- 
sion agreed  on  a  consolidation  of  the  Atlantic  Coast  Line,  the 
Louisville  &  Nashville.  Nashville.  Chattanooga  A  St.  Louis,  and 
a  few  others,  there  would  be  nothing  to  do  but  to  tot  up  the 
capital  obligations  of  the  consolidated  companies  and  Issue  In 
exchange  therefor  the  obligations  of  the  consolidated  company. 
That,  apparently.  Is  the  way  the  communist  leaders  in  Russia 
thought  such  things  could  be  done.  When  they  found  a  stiff- 
necked  capitalist,  they  softened  his  neck  by  breaking  It  Then 
they  began  wondering  why  the  machine  would  not  run.  If  and 
when  the  Commission  has  made  a  consolidation  plan,  according 
to  the  law  as  It  now  stands,  consolidations  must  be  made  in 
strict  accord  therewith.  In  other  words,  according  to  the  lan- 
guage of  the  statute,  the  owners  of  tbe  properties  mentioned 
may  dispose  of  them  only  to  certain  buyers.  By  the  same  sign. 
tbe  owners  of  the  properties  mentioned.  If  they  decide  to  be- 
come buyers,  may  buy  only  certain  designated  properties.  It 
Is  one  of  the  axioms  of  the  law  that  Congress  may  not  tell  an 
executive  officer  to  acquire  the  property  of  a  citizen  and  pay 
not  more  than  so  much  for  it.  The  executive  officer,  by  bargain, 
may  obtain  title,  but  when  he  finds  he  cannot  obtain  It  by 
bargain  and  resorts  to  acquisition  by  condemnation,  then  the 
limit  Is  not  a  lawful  limit  within  which  the  condemnation  jury 
must  stick  Therefore,  if  anil  when  the  Commission  says  three 
roads  may  be  consolidated,  it  has  come  to  the  end  of  Its  tether. 
The  owners  of  the  stock  In  the  roads  cannot  be  compelled  to 
fake  the  stock  of  the  consolidated  company.  That  means  that. 
If  they  are  to  be  consolidated,  the  consolidating  genius  must 


be  prepared  to  pay  money  for  the  stock  of  the  recalcitrant  stock- 
holders, even  as  the  makers  of  mergers  in  the  old  days  when 
consolidation  of  railroads,  now  so  much  desired,  was  regarded 
as  in  violation  of  the  anti-trust  laws.  That,  it  is  believed,  is 
why  it  is  accurate  to  say  that  Mr.  Mapother  touched  the  great 
central  truth  when  he  talked  incidentally  about  this  being  an 
inauspicious  time  for  talking  about  the  taking  on  of  additional 
capital  obligations.  If  consolidation  is  a  good  thing,  the  recal- 
citrant owner  of  stock  probably  will  argue,  he  ought  to  be  paid 
for  having  something  that  is  deemed  valuable.  Others  had  the 
opportunity  to  acquire  it,  but  did  not;  then,  it  is  human  to 
argue,  let  those  others  who  will  be  benefited  pay  him  for  giving 
up  something  that  will  do  them  good.  That  is  the  rule  followed 
in  bartering  for  the  skin  of  a  silver  fox  or  for  the  acquisition 
of  a  drug  for  the  killing  of  pain.  Why  not,  owners  of  railroad 
stock  may  be  expected  to  inquire,  far  the  holders  of  desirable 
railroad  stocks?  They  took  risks  Just  as  great  as  the  hunter 
who  found  and  skinned  the  silver  fox,  or  the  man  who  worked 
with  chemicals  for  the  discovery  of  the  pain-killing  drug. 


Loan*  from  the  Revolving  Fund. — It  is  regarded  as  impos- 
sible to  count,  on  the  fingers  of  two  hands,  the  number  of  those 
men  who  believe  the  revolving  fund  part  of  the  transportation 
law  put  the  government  into  the  railroad  business  more  thor- 
oughly than  the  President's  taking  over  of  the  railroads  and 
their  operation  by  the  government  during  and  immediately  after 
the  war.  Several  loans  have  been  made  from  that  fund  which, 

t  is  believed,  will  require  the  government  either  to  increase 
its  investment  or  to  kiss  the  money  It  has  already  invested 
good-by.  The  answer  to  their  fears  may  be  that  they  are  bears 
and  not  bulls  with  regard  to  their  country,  and  that,  ultimately, 
the  money  will  be  returned,  because  the  country  is  bound  to 
grow  and  make  the  Investments  good.  The  loans  are  not  In- 
vestments in  the  ordinary  sense  of  the  word.  However,  in  the 
event  that  the  recipients  of  the  loans  find  it  impossible  to  obtain 
money  to  pay  them  off  In  the  ordinary  market,  they  might  as 
well  be  regarded  as  Investments  of  a  more  or  less  permanent 
character.  The  loans  were  made,  under  the  law's  theory,  be- 
cause the  borrowers  could  not  obtain  money  elsewhere  at  a 
reasonable  rate  of  interest.  Inasmuch  as  the  Commission  has 
approved  more  than  one  Issue  of  bonds  that  will  cost  the  issu- 
ing road  more  than  7  per  cent,  the  situation  of  some  of  the 
borrowers  from  the  revolving  fund  must  have  been  bad,  indeed. 
Vet  they  got  money  for  6  per  cent,  while  the  ones  that  could 
obtain  It  for  7  per  cent  were  permitted  to  do  so.  Commissioner 
Daniels'*  dissent  In  the  matter  of  thfe  loan  of  $4,400,000  to  the 
Seaboard-Bay  Line  Company  Is  the  only  utterance  thus  far  made 
indicating  that  anyone  believes  that  any  favoritism  had  been 
shown  by  the  Commission  In  the  distribution  of  the  revolving 
fund.  The  operations  to  make  possible  that  loan,  as  set  forth 
by  Mr.  Daniels,  seemed  almost  as  complex  as  some  that  took 
place  In  the  cases  of  high  finance,  so-called,  which  the  Com- 
mission Investigated  and  frowned  about.  Mr.  Daniels  Indicated 
that  he  had  doubts  about  the  legality  of  the  transaction,  but 
Commissioner  Eastman,  who  wrote  a  concurring  report  as  an 
answer  to  Mr.  Daniels,  indicated  that,  in  his  opinion,  the  whole 
transaction  was  for  the  public  interest. 

One  of  the  thoughts  put  forward  by  Mr.  Daniels  was  that 
It  was  hardly  In  the  public  interest  to  use  public  money  now 
for  the  purchase  of  new  equipment  when  about  400,000  cars 
were  Idle.  He  admitted  It  might  be  in  the  Interest  of  the  Sea- 
board Air  Line  to  get  rid  of  part  of  Its  annual  per  diem  bill 
of  $1,500,000  by  acquiring  cars  of  Its  own.  But  he  said  that 
would  hardly  help  the  public,  because  the  railroads  that  hare 
been  getting  the  Seaboard  money  will  have  their  Income  re- 
duced by  exactly  the  amount  the  Seaboard  may  save  by  reason 

rf  the  loan  to  It  on  what  Mr.  Daniels  regarded  an  exceedingly 
narrow  margin  of  equity— about  $200,000.  he  figured  It.  The 
general  thought,  however,  has  been  that  there  were  not  enough 
freight  cars  in  the  country.  The  railroad  which,  In  other  years, 
ordered  new  equipment  when  business  was  dull  used  to  be  re- 
garded as  a  public  benefactor,  the  presumption  being  that  when 
business  picked  up  there  would  be  work  enough  for  all  the 
cars  that  could  be  made  to  toddle  from  one  terminal  to  another. 
The  only  possible  ground  for  criticism,  it  may  be  suggested.  Is 
that  the  Seaboard  received  public  money  to  use  in  building 
equipment  on  terms  more  favorable  than  other  companies,  in 
that.  In  order  to  obtain  a  loan  of  $4.400,000.  it  had  to  show- 
only  $200,000  cash,  while  other  companies,  according  to  Mr. 
Daniels,  to  have  obtained  that  much,  would  have  had  to  show 
•  ••n  times  as  much  of  their  own  money.  By  that  loan  the  Sea- 
board Is  to  be  enabled,  according  to  Mr.  Daniels's  theory,  to 
avoid  hiring  the  cars  of  other  lines  which,  under  what  Mr. 
Daniels  said  was  the  practice  of  the  Commission,  would  have 
had  to  show  about  $2.000,000  as  a  condition  precedent  to  the 
procuring  of  a  loan  to  have  saved  themselves  from  the  necessity 
of  hiring  equipment  The  whole  case,  It  is  believed,  shows  a 
new  angle  in  the  matter  of  government  financing  of  supposedly 
private  enterprises. 


The    Iron    Ore    Situation. — Lynx-eyed    traffic    brethren   who 
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have  given  more  than  the  "once  over"  to  the  iron  ore  situation 
can  see  how  the  restoration  to  power  of  the  state  commissions 
can  make  work  for  the  national  Commission.  The  public  and 
plausible  reason  for  the  railroads  proposing  to  cut  the  rates  on 
ore  is  that  the  New  York  commission  forbade  them  to  cancel 
the  reduced  rates  on  ex-lake  ore  to  and  from  destination  in 
New  York  state  when  the  federal  Commission  suspended  similar 
reductions.  The  New  York  commission  was  one  of  those  that 
accepted  the  Ex  Parte  74  level  of  freight  rates  and,  therefore, 
never  had  a  thirteenth  section  order  clapped  over  its  authority. 
It  has  full  control  over  rates  within  the  state.  It  chose  to 
allow  the  carriers  to  do  what  they  suggested.  The  federal 
Commission  chose  to  suspend  the  rates.  Now  there  is  discrimi- 
nation against  interstate  commerce  by  reason  of  what  New 
York  did.  The  railroads  would  want  nothing  easier  than  a 
plain  order  to  remove  the  discrimination.  Under  such  an  order 
they  could  reduce  the  ore  rates  as  they  proposed.  The  federal 
Commission  is  in  a  rather  tight  place  in  the  matter,  because  it 
held  the  reduced  ore  rates  in  effect  to  January  1  to  be  unjustly 
discriminatory  against  the  lake  front  furnaces  because  corre- 
sponding reductions  had  not  been  made  in  rates  on  fuel.  That 
was  its  reason  for  not  permitting  the  reduced  rates  on  ore  to 
continue  beyond  the  first  of  the  year.  It  had  held  no  hearing 
on  the  rates  on  fuel,  so  it  could  not  order  them  reduced.  One 
of  the  queries  is  as  to  whether  its  power  to  make  minimum 
rates  could  be  used  to  force  up  the  ore  rates  in  New  York  and 
on  imported  ore  from  the  ports  to  the  furnace  points.  That,  at 
this  time,  seems  to  be  about  the  only  way  the  situation  could 
be  restored,  pending  a  decision  in  the  general  rate  inguiry  as  to 
rates  on  coal  and  coke  to  the  lake  front.  A.  E.  H. 


AMENDMENT  OF  TRANSPORTATION  ACT 

The  Traffic  World  Washington  Bureau 

A  pessimistic  outlook  on  the  chances  for  getting  action  on 
legislation  amending  the  transportation  act  with  respect  to  the 
rule  for  rate-making  and  intrastate  rates  is  reflected  in  a  bulletin 
sent  to  members  by  John  E.  Benton,  general  solicitor  of  the 
National  Association  of  Railway  and  Utilities  Commissioners. 

Mr.  Benton  informed  members  that  the  hearings  before  U 
House  committee,  interrupted  by  consideration  of  the  mileage 
book  and  Cape  Cod  Canal  Bills,  had  not  yet  been  resumed.  In 
the  Senate,  he .  reported,  "no  observable  progress  towards  a 
report  on  our  amendments  has  been  made."  He  also  took 
occasion  to  Quote  from  "Labor,"  the  Plumb  plan  organ,  to  the 
effect  that  "the  various  bills  calling  for  the  repeal  of  the  guar- 
anty provision  of  the  Esch-Cummins  bill  and  restoring  to  state 
commissions  control  over  intrastate  rates  will  be  permitted  to 
die  in  the  committee  pigeon  holes." 

Charles  Webster,  chairman  of  the  Iowa  commission,  desired 
an  oral  hearing  before  the  House  committee,  but,  according  to 
Mr.  Benton,  this  could  not  be  arranged,  and  "Chairman  Webster 
has  started  back  to  Iowa,  saying  things  that  would  not  look 
well  printed  in  the  record."  Mr.  Webster  submitted  the  following 
statement  for  the  record: 

Propaganda,  or  I  might  say,  poison  gas,  has  been  scattered 
broadcast  intimating  that  the  support  given  by  the  state  commissions 
to  the  amendment  and  repeal  of  certain  sections  of  the  Esch-Cum- 
mlns  act  is  due  to  selfish  motives.  I  know  most  of  the  state  com- 
missioners of  the  country,  and  know  that  their  support  is  due  solely 
to  what  they  regard  as  their  duty  as  representatives  of  their  respec- 
tive states  and  I  doubt  if  any  one  of  them  has  any  selfish  motive. 
Even  if  all  railroad  rate  making  authority  were  removed  from  the 
state  commissions,  they  would  still  function  in  other  matters,  and  it 
would  not  affect  them  personally  in  any  manner.  It  is  the  principle 
that  they  are  endeavoring  to  maintain. 

In  order  to  qualify  as  a  witness,  I  might  say  that  I  was  born, 
and  still  live,  on  the  farm  that  my  father  entered  from  the  govern- 
ment in  1854;  this  adjoins  a  little  village  of  four  hundred  and  fifty 
people.  I  have  been  engaged  in  farming  and  stock  raising,  shipping 
and  other  business  in  Iowa,  in  the  Dakotas  and  Montana,  quite 
extensively  all  my  life,  and  naturally  come  in  contact  with  farmers, 
shippers  and  business  men  in  all  of  these  states,  and  every  day  that 
I  spend  as  a  state  commissioner  means  money  lost  to  me. 

I,  however,  have  an  opportunity  of  being  on  the  ground  and 
watching  just  now  many  of  these  matters  work  out,  and  of  knowing 
particularly  the  thoughts  of  the  farmers,  and  the  small  town  people. 
You  will  remember  that  nearly  one-half  of  the  state  legislatures  have 
passed  concurrent  resolutions,  asking  for  the  repeal  and  amendment 
of  the  sections  in  question;  that  the  American  Farm  Bureau  Federa- 
tion, which  has  a  membership  of  over  a  million  farmers,  has  asked 
that  this  be  done,  at  two  successive  annual  meetings.  The  Iowa  Farm 
Bureau  and  other  state  farm  bureaus  and  farm  organizations,  and 
innumerable  business  associations  scattered  over  the  United  States 
have  passed  resolutions  to  the  same  effect.  I  think  I  am  safe  in 
saying  that  90  per  cent  of  the  thoughtful  people  desire  that  this 
action  be  taken. 

At  the  formation  of  the  Union,  certain  rights  were  delegated  by 
the  states  to  the  national  government.  All  the  rest  were  reserved, 
including  the  right  to  regulate  their  internal  affairs. 

Senator  Cummins,  of  my  state,  chairman  of  the  interstate  com- 
merce committee  of  the  Senate,  and  one  of  the  authors  of  the  Esch- 
Cummins  bill,  has  told  us  repeatedly  that  it  was  not  the  intention 
to  take  from  the  states  this  authority,  but  regardless  of  all  this,  it 
has  been  taken  from  the  states,  and  people  will  be  obliged  to  come 
long  distances,  spend  much  valuable  time,  and  large  sums  of  money, 
to  present  in  many  cases  trival  matters  to  a  far  away  overworked 
body  of  men,  ill  informed  as  to  local  coiulitions. 

The  railroads  have  scattered  propaganda  throughout  the  United 
States,  complaining  to  the  public  that  they  are  regulated  by  forty- 
elght  state  commissions  and  the  Interstate  Commerce  Commission. 
Their  statements  on  the  face  of  them  are  unfair,  and  misleading, 
because  there  isn't  any  railroad  regulated  by  forty-eight  commissions, 


"ml  no  one  railroad  runs  through  more  than  a  few  states.  The  state 
commissioners  are  not  endeavoring  to  put  additional  burdens  upon 
the  carriers;  they  realize  that  it  Is  necessary  that  the  railways  of  the 
United  States  properly  function;  and  it  is  not  their  desire  to  take  any 
action  that  will  prevent  them  from  doing  so.  When  you  come  to 
think  of  it,  more  than  half  of  the  membership  of  the  Interstate  Com- 
merce Commission  has  been  taken  from  the  state  commissions  and 
there  is  much  good  timber  left. 

If  the  state  commissioners  so  desired,  they  could  not,  under  the 
law  as  it  stood  before  the  transportation  act  was  passed,  perform 
any  act  that  would  be  discriminatory  against  places  or  individuals. 

The  most  prosperous  period  of  the  railroads  was  during  the  time 
that  the  state  commissions  were  functioning  fully,  and  it  seems  to 
me  that  the  carriers  are  indeed  very  short-sighted  in  endeavoring  to 
remove  from  the  states  the  authority  that  has  never  been  disputed 
since  their  inception  until  the  passage  of  the  Esch-Cummins  act. 
Public  opinion  cannot  be  ignored  with  impunity  and  public  opinion 
demands  that  these  powers  be  restored  and  that  section  15a  be 
repealed  as  a  whole. 

I  noticed  the  other  day  that  the  Illinois  Central  Railroad  had  a 
full  page  advertisement  in  the  Chicago  Herald  and  Examiner,  endeav- 
oring to  convey  the  impression  that  the  state  commissioners  were 
endeavoring  to  discriminate  against  interstate  commerce.  The 
national  association  that  I  represent  does  not  ask  Congress  to  repeal 
the  Shreveport  decision:  which  forbids  discrimination,  but  they  do 
ask  Congress  to  immediately  end  the  present  unbearable  situation, 
and  designate  the  beginning  and  the  ending  of  the  twilight  zone. 

We  may  as  well  realize  that  all  the  affairs  of  this  great  nation 
cannot  be  conducted  from  Washington  satisfactorily.  If  all  the 
power  is  to  emanate  from  the  federal  government,  then  the  capitol 
should  be  moved  to  the  great  central  west,  saving  valuable  time  and 
expense  for  the  people  to  bring  their  troubles  to  one  head.  During 
the  war  when  I  had  the  honor  of  acting  as  fuel  administrator  for 
the  state  of  Iowa,  the  Administration,  in  order  to  "conserve  our 
resources,"  ordered  that  the  use  of  steam  coal  in  brick,  tile  and 
cement  plants,  and  green  houses  be  reduced  to  50  per  cent  of  their 
requirements.  I  protested  against  this  without  avail,  as  at  that  time 
they  were  actually  dumping  steam  coal  in  the  ditch,  in  order  to  get 
a  sufficient  amount  of  domestic  fuel.  Zone  systems  were  established, 
and  imaginary  lines  were  drawn  within  which  Iowa  coal  could  not  be 
sold  to  our  own  state  institutions.  We  were  also  prohibited  from 
selling  coal  twenty  miles  distant  across  the  line,  but  could  ship  hun- 
dreds of  miles  to  an  unnatural  market  to  "save  mileage"  on  cars. 

We  were  prohibited  from  shipping  two  to  three  hundred  miles  in 
the  vicinity  of  Sioux  Falls,  South  Dakota,  but  coal  could  be  shipped 
several  hundred  miles  to  the  Lake  Erie  docks,  then  eight  hundred 
miles  by  water  to  Superior,  then  approximately  four  hundred  miles 
to  Sioux  Falls,  in  order  to  save  mileage. 

The  Interstate  Commerce  Commission  Service  Order  No.  10. 
during  the  coal  strike,  ordering  four  thousand  cars  of  coal  delivered 
daily  to  the  Lake  Erie  docks  for  shipment  to  the  northern  docks  to 
relieve  the  threatening  shortage  in  the  northwest  may  have  been 
necessary,  but  was  greatly  abused.  Judge  McGee  of  Minnesota,  a 
member  of  the  Public  Safety  Commission  of  that  state  at  that  time, 
in  his  letter  to  Senator  Calder  under  date  of  November  27,  1920. 
points  out  that  because  of  the  manipulation  of  that  order,  the  people 
of  the  northwest  were  robbed  of  vast  sums  of  money.  It  has  been 
estimated  that  shipping  this  coal  from  the  Lake  Superior  docks  down 
into  the  second  and  third  tier  of  counties  in  Iowa,  cost  the  people 
of  that  state  $6.00  a  ton  more  than  they  could  have  bought  it  for, 
had  they  been  allowed  to  ship  it  direct. 

Before  the  war  the  minimum  on  hogs  in  Iowa  was  16,000  pounds 
for  a  36-foot  4 -inch  car.  This  was  raised  during  the  government 
operation  to  17,000  pounds.  After  the  railroads  were  returned  to  their 
owners,  they  petitioned  to  the  Railroad  Commessioners  of  Iowa,  ask- 
ing that  a  17,000-pound  minimum  be  established,  and  after  an 
exhaustive  hearing,  it  was  decided  that  17,000  pounds  of  all  kinds  of 
hogs  and  in  all  kinds  of  weather  could  not  be  loaded  with  safety.  It 
was  shown  that  76  per  cent  of  the  hogs  that  arrived  at  Sioux  City 
were  loaded  less  than  17,000  pounds  and  53  per  cent  less  than  16,000 
pounds.  This  was  done  by  experienced  hog  shippers,  although  they 
paid  for  17,000  pounds. 

The  railroads  were  not  satisfied  with  this  decision  and  took  the 
ease  before  the  Interstate  Commerce  Commission.  An  examiner  was 
sent  out  to  Des  Moines  from  Virginia  and  at  that  hearing  the  railroad 
witnesses  admitted  that  they  had  no  complaint  from  Omaha,  St.  Joe 
or  from  Austin,  as  to  discriminations,  or  any  evidence  that  it  had 
affected  these  cities  or  any  individuals  in  the  least.  Therefore,  being 
an  intrastate  matter,  the  people  of  Iowa  are  wondering  just  what 
the  Interstate  Commerce  Commission  has  to  do  about  it. 

I  am  not  censuring  the  Interstate  Commerce  Commission  for 
Service  Order  No.  10,  as  they  were  honest  in  their  intentions  in 
endeavoring  to  remove  an  apparent  shortage  in  the  northwest;  but 
they  were  evidently  unable  to  watch  all  the  details  of  the  matter, 
and  prevent  the  manipulation.  Neither  am  I  complaining  of  the 
actions  of  the  Fuel  Administration.  It  is  of  the  system  that  I 
complain. 

I  am  citing  these  occurrences  merely  as  illustrations  as  to  why  a 
governmental  body,  located  at  Washington,  cannot  successfully  or 
intelligently  handle  all  the  details  of  transportation  in  this  great 
country  of  ours.  We  have  shown  during  this  hearing  that  the  inter- 
ferences of  the  Interstate  Commerce  Commission  under  the  Esch- 
Cummins  act  in  purely  intrastate  affairs  has  created  chaos,  caused 
great  dissatisfaction  among  shippers,  and  has  prevented  the  state 
authorities  from  functioning  properly  by  reason  of  the  interpretation 
which  has  been  placed  upon  the  obnoxious  sections  which  we  ask  to 
have  amended. 

The  tendency  is  more  and  more  towards  concentration  of  authority 
at  Washington.  The  concentration  of  population  in  the  larger  cities 
is  becoming  alarming,  and  President  Harding  pointed  out  in  his  last 
message  to  Congress  that  the  present  method  of  rate  making,  favoring 
the  larger  cities,  was  one  of  the  reasons  why  the  rural  population 
was  being  depopulated  and  the  cities  were  growing  larger. 

There  is  one  thing  in  this  government  of  ours  that  we  can  always 
depend  upon,  and  that  is  the  second  and  sober  thought  of  the  farmer 
and  small-town  people.  They  are  the  stabilizing  influence  of  the 
nation,  and  upon  them  can  always  be  depended  the  safety  of  the 
government.  They  are  at  home  ploughing,  seeding  and  reaping,  far 
away  from  the  strikes  and  riots,  and  their  judgment  upon  matters 
is  mature  and  deliberate.  It  is  as  representatives  of  these  farmers 
and  small-town  people,  largely,  that  we  come  before  you  and  ask 
you  to  take  the  necessary  action  for  their  relief. 

CENTRAL  OF  GEORGIA  BONDS 

The  Central  of  Georgia  has  applied  to  the  Commission  for 
authority  to  authenticate  $1,313,000  of  6  per  cent  refunding  and 
general  mortgage  bonds  to  be  held  in  its  treasury.  The  com- 
pany says  it  wishes  to  issue  them  now,  so  that  it  will  have 
them  on  hand  for  sale  when  market  conditions  improve,  and 
also  for  use  as  collateral  security  for  any  lawful  purpose. 
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Decisions  of  Interstate  Commerce  Commission 


DIVISIONS  MAY  BE  REBATE 

A  specific  application  of  the  principle  laid  down  by  the  Su- 
preme Court  of  the  United  States  in  the  tap  line  cases,  that  divi- 
sions out  of  Joint  rates  to  an  industrial  railroad  may  constitute 
a  rebate,  has  been  made  by  the  Commission  in  a  report,  written 
by  Commissioner  Daniels,  from  which  there  was  no  dissent,  on 
No.  12969,  Divisions  Received  by  Brimstone  Railroad  ft  Canal 
Company,  opinion  No.  7582,  68  I.  C.  C.  375-8.  It  found  the  divi- 
sions received  by  that  railroad  from  the  Kansas  City  Southern 
and  the  Southern  Pacific,  out  of  joint  rates  on  interstate  traffic 
were  unjust,  unreasonable,  inequitable,  and  to  the  extent  that 
they  exceed  the  cost  of  service  and  a  fair  return  on  the  property 
of  the  Brimstone  held  for  and  used  In  the  service  of  transpor- 
tation for  the  public  generally,  were  excessive  and,  in  effect,  a 
rebate  to  the  Union  Sulphur  Company,  the  proprietary  interest. 

The  respondents,  the  Kansas  City  Southern  and  the  South- 
ern Pacific,  but  not  the  Brimstone,  are  required  to  make  a  study 
of  the  cost  of  service  performed  by  the  Brimstone,  after  which 
the  case  will  be  set  for  further  hearing. 

This  case  was  instituted  upon  the  Commission's  own  motion 
bat  may  be  regarded  as  an  outcome  of  a  fight  between  rival  sul- 
phur companies,  each  owning  a  railroad  and  being  Jn  the  com- 
petition for  markets  for  their  production  of  brimstone  and  sul- 
phur. In  a  formal  case.  :.  I'nton  Sulphur  Co.  vs.  Ahnapee 
*  Western,  not  yet  decided,  the  one  owning  the  Brimstone  rail- 
road, attacked  the  rates  from  Sulphur  Mine,  La.,  Its  shipping 
point,  as  being  unreasonable,  unjustly  discriminatory  and  un- 
duly preferential  of  the  sulphur  shipped  from  Gulf  Hill  and 
Bryanmound.  Tex.,  by  the  Texas  Oulf  Sulphur  Co.,  to  all  points 
on  and  east  of  the  Mississippi  River.  The  Texas  Gulf  Company 
took  part  In  this  case.  Its  railroad  connects  only  with  the  Oulf. 
Colorado  ft  Santa  Fe,  while  the  Brimstone  connects  with  the 
Kansas  City  Southern  and  the  Southern  Pacific.  The  Kansas 
City  Southern  was  the  last  to  make  connection  with  the  Brim- 
stone. It  started  the  payment  of  divisions  to  the  Brimstone. 
The  Southern  Pacific  followed.  Neither  company  objected  to 
paying  divisions,  at  least  not  at  the  hearing  in  this  case.  The 
Kansas  City  Southern  thought  the  divisions  reasonable,  amount- 
ing as  they  did  to  about  1.2  cents  per  100  pounds,  for  a  haul  of 
about  3  miles.  The  Southern  Pacific  argued  that  whatever  might 
be  the  proper  division,  it  should  be  uniform  so  as  to  afford  each 
road  an  opportunity  to  obtain  some  of  the  tonnage  handled  by 
the  Brimstone.  Under  the  rule  laid  down  by  the  Commission  In 
various  Up  line  cases.  It  fixed  divisions  according  to  mileage. 
I'nder  such  an  arrangement  the  Kansas  City  Southern  might 
pay  a  larger  division  to  the  Brimstone — and  obtain  the  bulk.  If 
not  the  whole  tonnage  to  competitive  points,  the  Southern  Pa- 
cific obtaining  only  that  which  the  Brimstone  could  not  avoid 
giving  It. 

The  Interest  of  the  Texas  Oulf.  In  this  case,  was  stated,  in 
the  report,  to  "prevent  the  proprietary  company  (the  Union  Sul- 
phur Company),  from  obtaining  an  unlawful  advantage  through 
Its  ownership  and  control  of  the  Brimstone.  The  Texas  com- 
pany receives  no  allowance  from  Its  one  connection,  the  Gulf. 
Colorado  ft  Santa  Fe.  That  company  helped  In  the  case  to  de- 
velop the  facts  and  "because  the  Texas  Gulf  Sulphur  Company 
may  ask  for  an  allowance."  It  argued  that  the  Brimstone  was 
a  plant  facility  and  entitled  to  no  allowance  whatever.  It  held 
that  If  the  Brimstone  were  given  an  allowance  It  should  not  be 
more  than  $4.60  per  car,  the  switching  charge  or  division  pre- 
scribed by  the  Commission  In  Its  sixth  supplemental  order  in  thr 
Tap  Line  Case.  31  I.  0.  C.  490,  for  hauls  over  one  mile  and  not 
more  than  three. 

The  Commission  found  the  Brimstone  was  using  property 
of  the  proprietary  company  valued  at  about  (260,000,  without 
charge,  and  that  the  officers  and  employes  of  the  two  companies 
were  practically  Identical. 

"These  facts  and  many  others,"  the  Commission  said,  "tend 
strongly  to  support  the  belief  that  the  Brimstone  and  the  pro- 
prietary company  represent  one  enterprise,  and  that  the  separate 
Incorporation  of  the  Brimstone  affords  merely  an  expeditoua 
means  of  conducting  a  commercial  enterprise  to  encroach  upon 

-evenues  of  the  trunk  lines." 

The  Commission  said  that  for  the  service  performed  by  the 

.stone,  which  It  said  was  In  some  respects  similar  to  a 
switching  service,  the  divisions  to  that  road,  ranging  from  $10 
to  $24  per  car,  seemed  excessive,  for  the  short  haul  to  the  South- 
ern Pacific  connection.  The  division  for  a  haul  of  7.5  miles.  In 
a  roundabout  way,  to  the  Kansas  City  Southern,  yields,  on  ai 
average,  the  Brimstone  testified,  less  than  $24  per  car. 

The  Commission  held  the  Brimstone  to  be  a  common  car- 
rier entitled  to  divisions  out  of  joint  rates,  arrived  at  by  tak- 
ing the  cost  of  the  service  as  the  measure,  plus  a  reasonable  re- 


turn on  the  property  devoted  to  the  transportation  service.  In 
accordance  with  the  opinion  in  the  Tap  Line  Cases,  234  U.  S.  1, 
in  which  the  court  said  the  compensation,  however,  must  be  just. 
The  record  is  to  be  held  open  for  90  days  for  the  cost  study 
to  be  conducted  by  the  two  connections  of  the  Brimstone.  In 
conducting  that  study,  the  Commission  said  the  out-of-line  move- 
ment to  the  track  scale  should  not  be  used,  in  computing  the  dis- 
tance to  the  Southern  Pacific  interchange  tracks. 


RATES  ON  VEGETABLE  OILS 

In  a  report  on  further  hearing,  written  by  Commissioner 
Daniels,  on  No.  10405,  Southport  Mill,  Ltd.,  vs.  Director-General, 
Chicago  &  North  Western  et  al.,  opinion  No.  7579,  68  I.  C.  C. 
352-C8,  and  the  long  list  of  cases  bracketed  with  it,  the  Com- 
mission has  modified  its  former  holding,  which  was  to  the  effect 
that  the  rates  on  cottonseed  products  would  have  been  reason- 
able maximum  rates  for  application  to  palm-kernel,  copra  and 
cocoanut  products  commonly  referred  to  as  vegetable  oils  and 
by-products,  in  1917,  1918  and  1919. 

With  Commissioners  Campbell  and  Altchison  dissenting,  it 
held, the  rates  on  cottonseed  products  did  not  furnish  a  proper 
measure  of  maximum  rates.  It  held  that  the  scale  prescribed 
by  it  in  Oklahoma  Cottonseed  Crushers'  Association  vs.  M.  K.  & 
T..  35  I.  C.  C.  94;  39  I.  C.  C.  497,  and  42  I.  C.  C.  571,  disposed  of  in 
January,  1917,  somewhat  modified  to  meet  the  more  favorable 
transportation  conditions  prevalent  in  the  territory  in  which  the 
vegetable  oils  and  by-products  mentioned  moved,  would  be 
proper  to  apply  in  measuring  the  amount  of  reparation  due  the 
complainants.  It  made  rulings  on  the  shipments  mentioned  in 
the  complaints  and  indicated  the  exact  cents  per  100  pounds  that 
should  be  used  In  determining  the  amount  of  reparation  to  be 
made.  It  said  that  32.5  cents  would  have  been  the  reasonable 
rate  from  New  Orleans  to  Kansas  City  on  palm-kernel  and  copra 
oil.  That  is  the  figure  given  by  the  scale.  The  rate  on  cotton- 
seed oil  was  30  cents  That  rate,  by  Implication,  was  held  to 
have  been  too  low  To  St  Louis,  the  Commission  said  the  rea- 
sonable rate  would  have  been  26  cents  The  scale  would  have 
made  it  29  cents.  From  New  Orleans  to  Chicago,  the  Commission 
said  the  reasonable  rate,  prior  to  General  Order  No.  28  would 
have  been  28.5  and  to  Buffalo  47.5  cents. 

On  copra  oil  from  Baton  Rouge  to  Philadelphia  the  rate 
prior  to  June  25.  1918,  should  have  been  39.5  and  after  that  day 
49.5  cents;  from  Baton  Rouge  to  Jersey  City,  41.5  before  and  52 
after.  On  palm-kernel  meal  from  New  Orleans  to  Cedar  Rapids. 
30.5;  to  Peoria,  26  cents;  Morris.  111.,  25.5,  and  to  Decatur,'  24; 
and  copra  cake  from  Rolling  Fork  to  New  Orleans,  18.5. 

Reparation  was  the  only  issue  in  the  case.  The  rates  on  cot- 
tonseed products  were  made  applicable  to  the  other  vegetable 
oils  In  1919,  notwithstanding  the  contention  of  the  Railroad 
Administration,  upheld  in  this  report,  on  further  hearing,  that 
they  were  subnormal.  In  behalf  of  the  Railroad  Administra- 
tion, in  excusing  its  failure  to  use  Its  power  to  increase  rates 
without  check  by  the  Commission,  It  was  said  that  in  1919  It  was 
deemed  "highly  Impolitic  to  Increase  rates,  because,  the  war 
being  at  an  end,  public  opinion  would  not  countenance  a  revision 
of  rates  upward.  The  Railroad  Administration,  therefore,  elected 
to  remove  the  undue  prejudice  against  the  other  vegetable  oils 
by  reducing  the  rates  thereon  to  the  level  of  the  cottonseed 
products  rates." 

Just  what  effect  the  modification  of  the  former  decision  In 
•W  I.  C.  C.  154,  will  have  upon  the  amount  of  reparation  to  be 
made.  Is  not  indicated  In  the  report.  The  specific  holdings,  four 
In  number,  were  as  follows: 

Rate*  on  palm-kernel  oil  or  on  copra  oil.  In  carload*,  from  New 
Xeans  and  Baton  ROIIRO.  La  to  Kansan  City  and  St.  Louis.  Mo., 
Chicago,  III.,  Buffalo.  N.  V..  and  other  eastern  points  found  unreason- 
able. 

Rate*  on  palm-kernel  oil  or  on  copra  oil.  In  carloads,  from  New 
Orleans.  La.,  to  Jersey  City  and  Babbitt,  N.  J..  and  Brooklyn  N.  T., 
In  effect  on  and  after  June  25.  1918.  found  not  unreasonable. 

Rates  on  palm-kernel  meal  from  New  Orleans.  La.  to  Cedar 
Kapids.  la.,  Peoria.  III.,  and  other  points  In  Illinois,  and  on  copra 
cake  from  Rolling  Fork.  Miss.,  to  New  Orleans,  La.,  found  unrea- 
sonable. 

Reparation  awarded  to  the  basis  of  the  maximum  rates  found  to 
have  been  reasonable. 

It  Is  believed  the  carriers  will  take  the  modification  of  the 
former  report  as  an  implied  holding  that  rates  on  cottonseed 
products  were  subnormal  in  1917  and,  therefore,  the  base  having 
been  too  low,  the  present  rates,  increased  by  percentages  since 
then,  are  also  below  a  reasonable  maximum.  That  belief  is 
based  on  a  fundamental  proposition  laid  down  by  counsel  for 
the  Director-General,  quoted  by  Mr.  Daniels,  and  the  flat-footed 
assertion  of  Commissioner  Campbell,  in  his  dissenting  report, 
to  which  Mr.  Atchlson  subscribed,  that  the  majority  had  found 
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the   cottonseed    products    basis   subnormal.    The   contention   of 
the  Director-General,  as  set  forth  by  Mr.  Daniels,  is  as  follows: 

The  director  Bern-nil  alleKex  thut  wo  I-ITC.I  In  finding  that  the 
rates  on  cottonseed  products  were  maximum  reasonable  rates  on 
copra  and  palm-kernel  products  when  the  shipments  moved.  Counsel 
for  the  director  general  stated  upon  argument  that  he  is  willing 
"for  the  purpose  of  this  case  that  the  commission  should  assume 
that  unless  the  director  general  shows  that  the  cottonseed  basis  is  a 
subnormal  basis  the  commission  is  justified  in  assuming  it  Is  a  rea- 
sonable basis,  and  a  basis  for  reparation  in  this  case."  No  damage 
has  been  shown  to  have  resulted  from  the  alleged  undue  prejudice 
and  that  issue  will  not  be  considered,  as  the  rates  asked  are  now  in 
effect. 

In  his  dissent,  Commissioner  Campbell  said: 

I  am  unable  to  subscribed  to  the  views  of  the  majority  In  modifying 
our  former  decisions  in  these  cases.  It  is  conceded  that  copra  and 
cottonseed  products  should  have  the  same  rates.  The  basis  of  rates 
on  cottonseed  products  which  the  majority  here  find  subnormal  for 
application  to  copra  and  its  products  was  voluntarily  maintained  by 
the  carriers  for  about  25  years.  The  prinicpal  objections  to  our 
former  decisions  are  made  by  the  director  general,  who  had  ample 
opportunity  to  advance  any  ratos  that  were  deemed  really  subnormal. 
We  reached  our  prior  decisions  after  considering  the  same  conten- 
tions now  presented  by  defendants.  Under  the  circumstances,  it 
should  require  real  substantial  evidence  to  find  such  rates  subnormal, 
and  to  my  mind  there  is  not  sufficient  evidence  in  the  records  to  sup- 
port such  a  finding  nor  to  warrant  any  modification  of  our  previous 
decisions. 

Assuming  that  there  is  sufficient  evidence  to  support  the  findings 
of  the  majority,  I  can  not  approve  the  scale  of  rates  they  adopt. 
They  take  the  scale  prescribed  by  us  on  cottonseed  oil  in  Oklahoma 
Cottonseed  Crushers'  Assn.  vs.  M.  K.  &  T.  Ry.  Co.,  39  I.  C.  C.,  497, 
for  distances  up  to  600  miles,  and  continue  the  rate  of  progression  of 
0.5  cent  for  each  25  miles  for  distances  up  to  1,661  miles.  When  we 
originally  prescribed  this  scale  there  was  no  movement  of  oil  over 
600  mile's.  There  was  a  movement  for  longer  distances  on  other 
cottonseed  products,  and  we  prescribed  in  the  same  case  a  scale 
thereon  with  the  rate  of  progression  of  0.5  cent  for  each  25  miles 
up  to  and  including  700V  miles  and  of  0.5  cent  for  each  50  miles 
from  700  to  1,500  miles.  The  joint-line  arbitrary  of  2  cents  allowed 
under  that  scale  is  properly  dropped  and  a  certain  percentage  under 
the  scale  is  correctly  used  in  the  territory  here  considered  in  which 
tratllc  conditions  are  admitted  to  be  more  favorable,  but  it  is  axio- 
matic that  the  rate  of  progression  shall  decrease  as  the  distance 
increases.  It  is  my  firm  belief  that  if  this  scale  is  to  be  used  as  an 
underlying  basis  for  rates  on  these  products,  with  allowances  for 
differences  in  transportation  conditions  in  different  sections  of  the 
country,  then  the  rate  of  progression  should  be  0.5  cent  for  each  25 
miles  up  to  700  miles,  0.5  cent  for  each  50  miles  from  700  to  1,500 
miles,  and  further  decreased  for  distances  over  1,500  miles. 

The  other  cases  disposed  of  in  this  report  are: 

No.  10405  (Sub.  No.  1).  Terminal  Oil  Mill  Co.  vs.  Director  General, 
Chicago  &  Northwestern  Ry.  Co.,  et  al. ;  No.  10405  (Sub.  No.  2),  Same 
vs.  Director  General  and  Missouri  Pacific  R.  R.  Co.;  No.  10407,  South- 
port  Mill,  Limited,  vs.  Director  General  and  Yazoo  &  Mississippi  Val- 
ley R.  R.  Co.;  No.  10408,  Same  vs.  Director  General,  Illinois  Central 
R.  R.  Co.,  et  al. ;  No.  10409.  Same  vs.  Director  General,  New  Orleans, 
Texas  &  Mexico  Ry.  Co.,  et  al. ;  No.  10410.  Terminal  Oil  Mill  Co.  vs. 
Director  General,  New  Orleans,  Texas  &  Mexico  Ry.  Co.,  et  al. ;  No. 
10464,  Southport  Mill,  Limited,  vs.  Director  General,  Chicago  &  Alton 
R.  R.  Co.,  et  al.;  No.  10519.  Same  vs.  Director  General,  Chicago,  Peoria 
&  St.  Louis  R.  R.  Co.,  et  al. :  No.  10557,  Same  vs.  Director  General, 
Erie  R.  R.  Co.  et  al.;  No.  10558,  S'ame  vs.  Director  General.  Illinois 
Central  R.  R.  Co.  et  al. ;  No.  10564,  Same  vs.  Director  General,  New 
Orleans,  Texas  &  Mexico  Ry.  Co.,  et  al. ;  and  No.  11974,  Same  vs. 
Director  General,  Baltimore  &  Ohio  R.  R.  Co.  et  al. 


RATE  ON  CRUDE  PETROLEUM 

A  finding  of  unreasonableness  and  an  order  of  reparation 
for  $:i,416  have  been  made  in  No.  10683,  Wagner  &  Steiner  vs. 
Director-General,  Missouri  Pacific  et  al.,  opinion  No.  7522,  68 
I.  C.  C.  138-40  as  to  11  carloads  of  crude  petroleum  from  Mile 
Post  343  at  Ranger,  Tex.,  to  Fort  Smith,  Ark.,  shipped  between 
November  26  and  29,  1918. 

The  Commission  found  that  32.5  cents  would  have  been 
the  reasonable  rate  to  have  applied  on  the  shipments,  for  a 
distance  of  387  miles,  over  the  short  line  and  ordered  repara- 
tion to  that  basis.  The  rate  to  the  basis  of  which  reparation 
is  to  be  made  was  the  rate  to  St.  Louis,  a  distance  of  773  miles. 

Approximately  two  months  before  the  shipments  were  made 
the  consignee  had  asked  the  carriers  to  establish  a  commodity 
rate.  Twenty  days  before  the  shipments  moved  they  estab- 
lished a  rate  of  25  cents  to  Oklahoma  refining  points  with 
which  the  consignee  at  Fort  Smith  was  said  to  have  been  in 
competition. 

A  class  rate  of  81.5  cents  was  applied.  The  Commission 
found  that  a  combination  rate  of  37.5  cents  was  applicable  over 
the  route  of  the  movement.  It  found  the  average  distance  to 
the  Oklahoma  points  to  which  the  rate  of  25  cents,  established 
twenty  days  before  these  shipments  moved  was  394  miles,  or  a 
little  more  than  the  short  line  distance  from  Ranger  to  Fort 
Smith. 

The  short  line  from  Ranger  to  Fort  Smith  established  the 
25  cent  rate  in  January,  1919.  A  month  before  that  all  lines 
except  the  short  one  established  the  25  cent  rate  from  Ranger 
to  Fort  Smith. 

The  defendants  contended  the  rate  of  81.5  cents  was  not 
unreasonable  for  application  over  the  route  of  movement. 
The  Commission  said  no  substantial  evidence  of  undue  prejudice 
to  the  complaining  firm  was  established.  It  also  found  the  com- 
plainant was  compelled,  as  a  condition  precedent  to  the  accept- 
ance of  the  shipments  by  the  consignee,  to  shrink  the  price 
to  the  basis  of  the  25  cent  rate  applicable  to  the  Oklahoma 
refining  points.  It  held,  however  that  the  measure  of  its  damage 
was  the  difference  between  the  class  rate  of  81.5  cents  and 
32.5  cents,  the  commodity  rate  to  St.  Louis,  for  a  distance  of 
773  miles.  That  rate  of  32.5  cents  held  to  have  been  a  reason- 
able rate  for  applicable  for  a  haul  of  773  miles,  was  established 
in  Western  Petroleum  Refiners  Association  vs.  Director-General 
66  I.  C.  C.  220.  In  October,  1919,  the  commodity  rate  of  25  cents 
to  the  Oklahoma  refining  points,  was  reduced  to  23  cents. 


RATES,  BIRMINGHAM  TO  MEMPHIS 

Carriers  are  required,  by  an  order  issued  in  connection 
with  a  report  on  No.  10011,  The  Birmingham  Traffic  Bureau  vs. 
St.  Louis-San  Francisco,  Director-General  et  al.  opinion  No. 
7513,  68  I.  C.  C.,  108-10,  to  revise  their  class  rates  from  Memphis 
to  Birmingham  so  they  shall  not  exceed  those  from  Birmingham 
to  Memphis,  -on  or  before  July  7,  on  not  less  than  statutory 
notice. 

The  complaint  was  that  the  class  and  commodity  rates 
from  Memphis  to  Birmingham  were  unreasonable  and  unduly 
prejudicial  as  compared  with  the  corresponding  rates  from 
Memphis  to  Nashville  and  Chattanooga.  The  Commission  held 
the  commodity  rates  were  not  unreasonable  but  that  the  class 
rates  were  unreasonable  and  unduly  prejudicial  to  the  extent 
before  mentioned.  The  case  was  consolidated  with  No.  9516 
Southeastern  Rate  Adjustment,  which  was  discontinued  February 
10,  1920.  The  record  in  that  case  was  made  available  in  this 
one. 

A  violation  of  the  fourth  section  was  alleged  but  the  Com- 
mission pointed  out  that  the  short  line  distance  between  Mem- 
phis and  Birmingham  does  not  make  Birmingham  intermediate 
to  Chattanooga  and  that  the  routes  through  Birmingham  are 
more  than  115  per  cent  of  the  short  line  distance,  not,  making 
through  Birmingham.  Therefore  the  disregard  of  the  long  and 
short  haul  part  of  the  fourth  section,  the  Commission  said,  was 
permitted  under  the  rule  prescribed  for  itself  to  define  a  cir- 
cuitous route. 

The  order  to  make  the  class  rates  the  same  in  both  direc- 
tions was  in  accordance  with  the  instruction  given  in  the 
report  on  Rates  to  and  from  Nashville,  61  I.  C.  C.  308.  In  that 
case  the  Commission  said  where  transportation  conditions  were 
substantially  similar  the  rates  should  be  the  same  in  both 
directions.  In  this  case  it  said  it  saw  no  reason  why  that  should 
not  carried  out,  especially  in  view  of  the  oft  repeated  assertion 
of  the  carriers  that  they  desired  to  have  their  rates  on  the 
"between"  basis. 


RATES  ON  FLINT  PEBBLES  AND  BRICK 

The  Commission  has  dismissed  No.  12470,  Rock  Products 
Traffic  League  (Flint  Pebble  division)  vs.  Baltimore  &  Ohio, 
Director-General  et  al.  opinion  No.  7525,  68  I.  C.  C.  146-8  holding 
the  rates  on  imported  flint  pebbels  and  flint  brick,  carloads, 
from  Boston,  New  York  and  Baltimore,  to  Silica,  East  Liver- 
pool and  Laughlin,  O.,  were  not  unreasonable.  The  allegation 
was  they  were  unreasonable  to  the  extent  they  exceeded  or 
exceed  the  contemporaneous  rates  on  glass  sand  and  pulverized 
flint,  from  and  to  the  same  points.  The  main  contention  was 
that  the  rates  etsablished  June  25,  1918,  were  not  in  accord  with 
General  Order  No.  28  in  that  flint  pebbles  and  flint  brick  are 
silica  rock  and  that  rock  was  to  be  Increased  only  one  cent 
while  rates  on  some  other  rock  products  were  increased  25  per 
cent  and  2  cents  respectively.  Because  the  rates  on  flint  peb- 
bles and  flint  brick  were  specifically  published  the  carriers  added 
the  greater  increases.  The  Commission  did  not  undertake  to 
decide  whether  the  rates  were  made  in  accordance  with  General 
Order  No.  28  or  not,  but  considered  the  mere  question  whether 
they  were  reasonable  or  otherwise. 


RATES   ON   FUEL   OIL 

A  revision  of  fuel  oil  rates,  not  later  than  June  16,  between 
Arkansas  City,  Hutchinson,  Kans.,  and  Ponca  City,  Okla.,  is 
to  take  place  in  compliance  with  an  order  of  the  Commission 
in  No.  12218,  Empire  Refineries,  Inc.  vs.  Director-General,  as 
agent,  and  A.  T.  &  S.  F.,  opinion  No.  7536,  68  I.  C.  C.  192-4. 
The  Santa  Fe  is  to  establish  a  rate  of  14.5  cents  on  fuel  oil 
from  Arkansas  City  to  Hutchinson  and  a  like  rate  on  the  like 
commodity  from  Hutchinson  to  Ponca  City,  plus  the  increases 
allowed  in  Ex  Parte  74. 

The  case  arose  through  the  rejection  of  five  carloads  of 
fuel  oil,  shipped  in  March  and  April,  1919,  one  to  Arkansas  City 
and  four  to  Hutchinson.  The  car  rejected  at  Arkansas  City 
was  reconsigned  to  Hutchinson.  The  four  sent  to  Hutchinson 
were  rejected  at  that  place  and  returned  to  Ponca  City.  For 
the  movement  from  Arkansas  City  to  Hutchinson,  a  fifth  class 
rate  of  34.5  cents  was  charged.  The  complainant  contended 
the  rate  should  have  been  14.5  in  accordance  with  exceptions 
to  the  western  classification.  The  Commission  ruled,  however, 
that  the  tariff  in  question  was  not  governed  by  the  exceptions 
and  that  the  34.5  cent  rate  was  applicable.  The  rejected  cars 
at  Hutchinson  were  returned  to  Ponca  City,  and  a  distance  scale 
commodity  rate  of  30.5  cents  was  collected. 

In  substance  the  Commission  held  that  it  was  unreasonable 
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for  the  carriers  to  have  applied  class  and  distance  commodity 
scales  for  the  movements  from  Arkansas  City  to  Hutchinson 
and  from  that  point  back  to  Ponca  while,  in  the  reverse  direc- 
tion a  rate  of  14.5  cents  prevailed.  The  rate  from  Hutchinson 
to  Ponca  City  yielded  44.85  mills  per  ton-mile  and  $1.345  per 
car-mile,  while  the  rate  from  Arkansas  City  to  Hutchinson 
yielded  62.2  mills  per  ton-mile  and  $1.847  per  car-mile. 

RATES  ON  FURNITURE 

In  a  report  on  No.  11663  Chittenden  ft  Eastman  Company 
YS.  Director-General.  Atlantic  t  Yadkin  Valley  et  al.  opinion 
No.  7547.  68  I.  C.  C.  267-70,  with  Commissioner  Campbell  dis- 
senting in  part,  the  Commission  has  held  as  unduly  prejudi- 
cial, but  not  unreasonable,  the  rates  on  furniture,  in  carloads, 
from  North  Carolina  and  Virginia  points  to  Burlington,  la.,  and 
in  violation  of  the  fourth  section.  It  held  the  rates  were  unduly 
prejuducial  to  Burlington  and  unduly  preferential  to  Des  Moines 
and  Missouri  river  points  to  the  extent  that  the  rates  to  Bur- 
lington exceeded  15  cents  less  than  the  rates  contemporane- 
ously maintained  to  Des  Moines  and  18.5  cents  less  than  the 
rates  to  Omaha  and  other  points  taking  Missouri  river  rates. 

The  Commission  said  the  departures  from  the  long  and 
short  haul  of  the  fourth  section  were  not  protected  by  appro- 
priate fourth  section  applications  but  denied  reparation  on  the 
ground  that  damages  had  not  been  proved  with  sufficient  parti- 
cularity to  warrant  an  award.  It  was  from  that  pan  of  the 
decision  that  Commissioner  Campbell  dissented  for  the  reasons 
set  forth  by  him  In  Anaconda  Copper  Mining  Co.  T§.  Director- 
General  64  I.  C.  C.  136. 

"The  rates  charged  to  the  Intermediate  points  are  illegal 
and  refund  should  be  required  of  the  unlawful  charges  collected" 
said  Mr.  Campbell,  thereby  again  noting  his  dissent  from  the 
view  of  bis  colleagues  that  disregard  of  the  fourth  section  i« 
a  public  wrong  which  does  not  prove  private  damage,  although 
the  proof  was  that  the  shipper  had  money  taken  from  him  "> 
which  the  carrier,  under  the  law,  was  not  entitled. 


RATES    ON    PETROLEUM 

A  downward  revision  of  rates  on  refined  petroleum  products. 
In  tank  cars,  to  be  made  on  or  before  June  10,  from  Cushing. 
Pementa.  Oilton  and  Blackwell,  Okla.,  to  Little  Rock.  Ark.,  has 
been  ordered  by  the  Commission.  In  a  report  on  No.  10498.  Rox 
ana  Petroleum  Company  of  Oklahoma  vs.  Director-General,  as 
agent.  A.  T.  *  S.  F.  et  al.,  opinion  No.  7S07,  68  I.  C.  C.  77-8. 
The  report  also  covers  No.  10772  National  Refining  Co.  TS.  Di- 
rector-General, as  agent,  A.  T.  A  8.  F.  et  al.:  No.  11099.  Pro- 
ducers' *  Refiners'  Corporation  vs.  same:  and  No.  11580.  Kanotex 
Refining  Co.  et  al.  vs.  Director-General,  Rock  Inland,  et  al. 

The  Commission  held  the  rates  In  No.  10498  and  No.  10772 
unreasonable  to  the  extent  they  exceeded  23.5  from  Cushing. 
Pementa  and  Oilton.  Okla..  to  Little  Rock:  and  In  No.  11580  and 
No.  11099.  from  Blackwell.  Okla..  to  Little  Rock  exceeded  27.5 
cents.  The  rates  to  be  established  not  later  than  June  10.  are  to 
be  as  indicated  plus  the  Increases  permitted  In  Kx  Parte  74. 


WYANDOTTE  TERMINAL  R.  R.  CO. 

Additional  facts  and  changed  conditions  have  caused  the 
Commission  to  reverse  its  decision  In  62  1.  C  C.  1.  that  the 
Wyandotte  Terminal  Railroad  Company  was  not  a  common  car- 
rier entitled  to  the  benefits  of  the  interstate  commerce  act.  chief 
of  which  are  divisions  out  of  Joint  rates  or  absorption  of  Its 
switching  charges.  In  a  report,  on  further  hearing,  on  the 
Wyandotte  Terminal  section  of  No.  4181.  and  I.  and  S.  No.  11, 
In  which  were  suspended  the  schedule*  whereby  the  trunk  lines 
In  official  classification  territory  proposed  to  cancel  their  Joint 
rate  arrangements  with  the  Industrial  short  lines,  opinion 
7S77,  88  I.  C.  C.  846-8,  the  Commission  has  held  the  Wyandotte 
Terminal  to  be  a  common  carrier,  and  as  such  entitled  to  divi- 
sions out  of  Joint  rates  or  absorption  of  its  switching  charges, 
under  appropriate  tariff  provisions.  Because  the  chief  stock- 
holders In  the  road  are  also  shipper*,  the  Commission  said  Its 
compensation  must  not  be  more  than  reasonable:  also  that  a 
complete  and  specific  statement  of  any  basis  agreed  upon  must 
be  filed  with  it  immediately  upon  its  adoption. 

The  trunk  lines  took  no  part  in  the  further  hearing,  whether 
because  they  thought  it  Improbable  the  Commission  would  re- 
vjrse  Itself,  or  whether  they  thought  it  should  change  front,  did 
not  appear.  At  the  further  hearing  It  was  brought  out  that  the 
terminal  company  now  owned  2.36  miles  of  main  track,  consti- 
tuting the  Wyandotte  division,  and  4.15  miles  of  main  and  spur 
tracks  constituting  the  Ford  division.  7  110,000  pound  type  loco- 
motives. 60  steel  gondolas.  19  wooden  gondolas  and  one  flat  car; 
that  It  provides  the  only  team  track  at  Ford,  a  suburb  of  De- 
troit, a  town  of  4,000  people,  on  which  46  carloads  of  miscel- 
laneous freight  were  delivered  between  January  and  September, 
1921,  and  that  all  but  three  of  those  cars  were  In  Interstate  traffic. 

The  terminal  company  Is  owned  by  the  Michigan  Alkali  Co., 
the  J.  B.  Ford  Company,  and  the  Detroit  City  Gas  Company.  In 
addition  to  serving  the  plants  of  the  stockholders,  the  terminal 


serves  the  Pennsylvania  Salt  Company  and  the  Detroit  Ship 
Building  Company,  not  interested  as  holders  of  its  stock.  The 
salt  company  is  served  indirectly  through  the  Wyandotte  South- 
ern. There  is  no  physical  connection  between  the  Wyandotte 
Terminal  and  the  Detroit,  Toledo  &  Ironton  or  the  Detroit  & 
Toledo  Shore  line,  at  either  Ford  or  Wyandotte,  the  towns  served 
by  the  terminal,  but  it  does  overhead  switching  for  them  to  en- 
able them  to  reach  Ford  and  Wyandotte. 

The  chief  change  in  conditions  noted  in  the  report  of  the 
Commission  is  that  the  terminal  now  owns  more  trackage,  ana 
owns,  instead  of  leases,  equipment.  When  the  former  report 
was  made  it  owned  only  1.286  miles  of  main  track  and  leased 
20.478  miles  of  spur  tracks  and  sidings.  The  two  divisions  are 
not  connected,  except  by  the  rails  of  trunk  lines,  but  the  terminal 
Is  negotiating  for  trackage  rights.  It  also  contemplates  the  con- 
struction of  a  classification  yard  and  team  tracks  at  the  city 
of  Wyandotte,  according  to  the  report 


COTTON  COMPRESS  CHARGE 

In  a  report  on  No.  11938,  Anderson,  Clayton  &  Co.  et  al.  vs. 
Fort  Smith  ft  Western,  Director-General,  as  agent,  et  al.,  opinion 
No.  7558,  68  I.  C.  C.,  299-302.  the  Commission  held  the  defend- 
ants' failure  to  absorb  out  of  the  through  rate  the  entire  com- 
press charge  of  15  cents  per  100  pounds,  on  shipments  of  cotton 
originating  on  their  lines  subsequent  to  November  1,  1918,  com- 
pressed in  transit  at  Weleetka,  Okla.,  and  reshlpped  to  Interstate 
destinations,  was  unreasonable  and  awarded  reparation  to  the 
basis  of  complete  absorption. 

The  case  arose  when,  in  the  spring  of  1918,  the  compress 
companies  notified  the  carriers  that,  during  the  cotton  shipping 
season  of  1918.  the  compress  charge  would  be  15  cents  instead  of 
10  cents.  The  question  as  to  whether  that  would  be  a  reason- 
able charge  for  the  railroads  to  pay  for  compressing  cotton  for 
the  conservation  of  equipment  came  before  the  War  Industries 
Board.  That  body,  some  time  before  November,  1918,  said  it 
would.  The  Railroad  Administration  thereupon  obtained  special 
authority  from  the  Commission  to  refund  to  the  shippers  who 
had  paid  the  5-cent  increase  on  all  shipments  originating  after 
November  1.  The  Fort  Smith  and  the  St.  Louis,  El  Reno  ft  West- 
ern, non-controlled  lines,  did  not  avail  themselves  of  the  priv- 
ilege of  refunding  granted  by  the  Commission  to  the  non-con- 
trolled roads.  About  7.300  bales  of  export  cotton  were  involved 
In  the  cases  In  which  the  Commission  said  reparation  should  be 
made  by  means  of  a  refund  of  5  cents  per  100  pounds. 


OVERCHARGE  ON  PIG  IRON 

The  Commission  has  found,  In  a  report  on  No.  12384,  Tut- 
wller  ft  Brooks  vs.  Southern  et  al..  opinion  No.  7563,  68  I.  C.  C. 
311-12,  that  24  carloads  of  pig  Iron,  from  North  Birmingham,  Ala., 
to  New  Orleans,  for  export,  shipped  in  May,  1920,  were  over- 
charged 30  cents  a  ton.  A  rate  of  $2.10  was  imposed,  consisting 
of  the  30  cents  to  Birmingham  and  $1.80  beyond.  The  Commis- 
sion was  of  the  opinion  the  group  rate  of  $1.80  should  have  been 
applied  on  the  shipments  and  ordered  reparation  to  that  basis. 

Application  of  rates  named  In  certain  tariffs  was  the  ques- 
tion involved.  The  tariff  provided  for  the  non-application  of 
rates  via  certain  points  on  the  Birmingham  Southern  and  speci- 
fied points  via  the  Atlanta.  Birmingham  &  Atlantic.  A  witness 
for  the  Birmingham  Southern  testified  the  purpose  of  the  non- 
application  note  was  to  prevent  the  division  of  traffic  between  the 
A.  B.  ft  A.  and  the  Birmingham  Southern,  from  one  station  to 
another.  The  Commission  said  the  tariff  could  not  be  construed 
to  prevent  the  use  of  the  rates  "through"  such  points.  On  that 
construction  It  held  the  group  rate  of  $1.80  should  have  been 
applied  on  the  traffic. 


RATES  ON  PIPELESS  FURNACES 

The  Commission  has  dismissed  No.  12020,  Monitor  Stove  Co. 
vs.  Canadian  Pacific.  Director-General  et  al.,  opinion  No.  7560, 
68  I.  C.  C.  305-6,  holding  the  rate  applied  on  carload  shipments 
of  cast  Iron  furnaces  with  sheet  metal  casings  and  caps,  from 
Cincinnati  to  Pacific  coast  points,  between  October  23,  1918,  and 
October  8.  1919,  was  the  one  that  should  have  been  assessed,  and 
that  It  was  not  unreasonable  or  unjustly  discriminatory. 

The  complainant  contended  that  in  the  period  mentioned  it 
should  have  been  given  the  rate  of  $1.625  applicable  on  cast  iron 
furnaces,  instead  of  being  taxed  with  the  $2.25  rate  applicable  on 
"furnaces,  air  or  steam."  The  carriers  explained  that  the  lower 
rate  on  cast  iron  furnaces  was  made  to  meet  the  competition  via 
the  Panama  canal,  and  that  the  carriers  through  the  canal  were 
not  so  keen  In  going  after  the  business  of  shippers  manufactur- 
ing furnaces  with  sheet  metal  casings  and  caps,  the  so-called 
plpeless  furnaces,  as  they  were  for  the  business  of  the  manu- 
facturers of  the  rough-casting  hot  water  furnaces.  Later,  how- 
ever, the  canal  lines  bid  for  the  shipments  of  the  furnaces  having 
sheet  metal  casings  and  caps,  therefore  the  railroads  lowered 
their  rate  on  that  kind  of  furnaces  to  $1.625.  The  complainant 
desired  reparation  to  the  basis  of  the  subsequently  established 
rate,  but  the  Commission  held,  as  before  Indicated,  that  In  its 
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estimation  the  higher  rate  of  $2.25  was  neither  unreasonable  nor 
unjustly  discriminatory. 

RATES  ON  SCRAP  IRON  IN  ILLINOIS 

Reparation  has  been  ordered  In  No.  12596,  Standard  Rail  & 
Steel  Co.  vs.  C.  R.  I.  &  P.  and  Director-General,  opinion  No.  7566, 
68  I.  C.  C.,  317-8,  on  account  of  an  unreasonable  rate  on  scrap 
iron,  from  Silvls  to  Moline,  111.,  during  federal  control.  The 
Commission  held  a  rate  of  6.5  cents  per  100  pounds  unreasonable 
to  the  extent  it  exceeded  2.5  cents,  and  ordered  reparation  to 
that  basis.  The  rate  prior  to  June  25,  1918,  was  3.7  cents.  The 
minimum  class  scale  rule  forced  it  up  to  6.5  cents.  A  rate  of 
2.5  cents  was  established,  in  December,  1919,  on  the  request  of  a 
scrap  dealer  of  Chicago.  Director  Chambers,  head  of  the  traffic 
division  of  the  Railroad  Administration,  objected  to  the  recom- 
mendation of  the  rate  committee,  but  his  objection,  based  on  the 
fact  that  the  proposed  rate  would  be  lower  than  the  state-made 
rate,  was  overcome.  The  Commission,  in  its  examination  of 
tariffs,  found  rates  around  Moline,  East  Moline  and  Rock  IslaL^ 
as  low  as  1.5  cent,  and  decided  that  2.5  cents  would  have  beeu 
reasonable  for  application  to  the  traffic  in  question. 


STEEL  BILLETS  FOR  EXPORT 

The  Commission  has  dismissed  No.  12688,  Republic  of 
France  vs.  Erie,  opinion  No.  7580,  68  I.  C.  C.  370-2,  holding  the 
rate  of  32.5  cents  per  100  pounds  imposed  on  59  carloads  of 
round  steel  billets,  forged  and  ready  for  fabrication  into  shells, 
between  November  6  and  December  10,  1917,  was  not  unreason- 
able. The  complaint  brought  in  the  name  of  the  French  direc- 
tor of  administrative  services  in  the  United  States  alleged  the 
shipments  were  round  billets  rough  rolled  and  not  smooth  or 
surface  finished.  On  that  description  they  were  assessed  a  rate 
of  $5.30  per  long  ton.  Bills  for  undercharges  were  rendered  at 
32.5  cents  per  100  pounds  applicable  on  all  articles  of  iron  or 
steel  not  otherwise  specifically  provided  for,  when  shipped  in 
the  rough,  that  is,  not  advanced  in  the  stage  of  manufacture 
beyond  the  casting,  forging  or  stamping  process. 

Commissioner  Lewis,  who  wrote  the  opinion,  pointed  out 
that  the  billets  had  been  forged  and  therefore  -were  not  en- 
titled to  the  lower  rating  which  was  the  sixth  class  but  prop- 
erly fell  into  the  category  of  articles  taking  a  rate  between  fifth 
and  sixth  class,  sixth  being  applied  only  to  the  crudest  forms  of 
iron  and  steel  •  articles  and  fifth  to  those  approaching  or  having 
wholly  arrived  at  the  finished  stage. 

The  contracts  made  by  the  French  republic  called  for  "steel 
billets  for  shells,  forged."  The  Commissioner  said  the  lower 
rate  was  erroneously  imposed  in  the  first  instance  because  ob- 
viously the  articles  shipped  had  been  forged  and  should  have 
been  shipped  on  the  rate  applicable  to  forgings. 


DIVERSION  OP  IRON  PIPE 

A  finding  that  the  shipment  was  overcharged,  a  direction  to 
refund  the  overcharge,  and  an  order  dismissing  the  complaint 
have  been  made  in  No.  12192,  Standard  Oil  Company  (California) 
vs.  Director-General,  as  agent,  Pittsburgh  &  Lake  Erie  et  al., 
opinion  No.  7524,  68  I.  C.  C.  143-5.  The  Commission  held  the 
diversion  rule  of  the  defendants  applied  to  a  cerload  shipment  of 
wrought  iron  pipe  from  Woodlawn,  Pa.,  to  Seguro,  Cal.,  in  Janu- 
ary, 1920,  was  not  unreasonable.  The  Commission  calculated 
the  overcharge  at  $896.94.  The  Commission  said  that  if  the 
Southern  Pacific  had  acted  with  reasonable  diligence,  there 
would  have  been  only  one  diversion,  and  the  diversion  rule  allow- 
ing only  one  diversion  in  transit  would  have  been  complied  with. 
The  first  diversion  ordered  was  to  Des  Moines,  Cal. 

That  order  was  given  February  3  but  the  Southern  Pacific 
agent  to  whom  it  had  been  given  took  no  action  until  three  days 
later.  On  February  5,  the  complainant,  finding  more  urgent  need 
for  the  pipe  at  Seguro,  Cal.,  telegraphed  to  have  the  order  of 
diversion  changed  to  Seguro.  No  action  was  taken  on  that  until 
February  11,  when  it  was  too  late  to  cancel  the  first  order.  The 
Commission  said  the  rule  saying  that  the  to  and  from  rates 
would  apply  if  more  than  one  diversion  was  made,  was  applied 
solely  because  the  Southern  Pacific  failed  promptly  to  transmit 
the  instructions  to  disregard  the  first  diversion  order;  that  ample 
time  had  intervened  between  February  6  and  February  11  to 
have  affected  the  substitution  of  orders.  Under  such  condi- 
tions, the  Commission  said,  the  complainant  could  be  charged 
with  only  one  diversion. 


The  Commission  said  the  interchange  switching  charge  of 
$5  of  the  Chicago,  Harvard  ft  Lake  Geneva,  an  electric  line,  was 
not  unreasonable.  The  $9  per  car  charge  ordered  to  be  estab- 
lished by  the  North  Western,  the  Commission  said,  was  the 
charge  of  the  North  Western  at  other  points,  where  there  were 
no  reciprocal  switching  arangements.  The  complainant  desired 
the  establishment  of  a  charge  of  $3  such  as  prevailed  at  points 
where  there  were  reciprocal  switching  arrangements. 

RATES  ON  APPLES  IN  CARLOADS 

The  Commission  has  dismissed  No.  11624,  El  Paso  Chamber 
of  Commerce  vs.  Director-General,  as  agent,  C.  B.  &  Q.,  et  al., 
opinion  No.  7521,  68  I.  C.  C.  135-7,  holding  the  rates  applicable 
on  apples,  carloads,  from  Chelan,  Wash.,  to  Dallas,  Tex.,  there 
stored  in  transit,  and  thence  forwarded  to  El  Paso,  all  between 
November,  1918,  and  February,  1919,  were  not  unreasonable  or 
unduly  prejudicial. 


SWITCHING  CHARGES  AT  HARVARD,  ILL. 

In  a  report  on  No.  12636,  Hunt,  Helm,  Ferris  &  Co.  vs.  Chi- 
cago &  North  Western  et  al.,  opinion  No.  7553,  68  I.  C.  C.  283-5, 
the  Commission  held  the  failure  of  the  defendants  to  absorb  in- 
terchange switching  charges  at  Harvard,  111.,  was  not  unreason- 
able, unjustly  discriminatory  or  unduly  prejudicial.  It  held, 
however,  that  the  charge  of  $15  per  car  for  interchange  switch- 
ing at  Harvard,  maintained  by  the  North  Western,  was  unreas- 
onable to  the  extent  that  it  exceeded  $9  per  car.  That  charge 
is  to  be  established  not  later  than  June  19. 


RATES  ON  COCOANUT  OIL 

The  Commission,  in  a  report  written  by  Commissioner  Dan- 
iels, on  No.  10599,  Procter  &  Gamble  Co.  vs.  Cincinnati,  New 
Orleans  &  Texas  Pacific,  Director-General  et  al.,  opinion  No. 
7581,  68  I.  C^  C.  373-4,  has  affirmed  its  finding  in  the  original  re- 
port, 58  I.  C.  C.  108,  that  the  rates  on  cocoanut  oil,  in  tank 
cars,  between  Ivorydale,  O.,  and  Macon,  Ga.,  in  October,  1917, 
and  April,  1918,  were  unreasonable  and  that  reparation  should 
be  made.  The  case  is  akin  to  the  Southport  Mill  case,  the  deci- 
sion in  which  was  announced  at  the  same  time.  It  also  covers 
No.  10600,  Same  vs.  Same. 


RATES  ON  COAL  IN  INDIANA 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11377,  Burns  &  Hancock  Fire  Brick  & 
Clay  Co.  vs.  Director-General,  as  agent,  opinion  No.  7592,  68  I.  C. 
C.  435-8,  as  to  rates  on  mine-run  soft  coal  from  mines  in  the  Clin- 
ton and  Brazil  districts  in  Indiana  to  complainants'  plants  at 
West  Montezuma,  Brazil,  and  Terre  Haute,  Ind.,  during  federal 
control.  The  finding  in  this  case  was  that  the  rates  were  unrea- 
sonable to  the  extent  they  exceeded  60  cents  per  net  ton  from 
the  mines  in  the  Clinton  district  to  Brazil,  West  Montezuma  and 
the  plant  of  the  Grasselli  Chemical  Co.  near  Terre  Haute,  and  45 
cents  from  mines  on  the  C.  &  E.  I.  in  the  Brazil  district  to  the 
plant  of  the  National  Fire  Proofing  Co.  at  Brazil  and  that  repara- 
tion should  be  made  to  the  bases  found  reasonable.  The  report 
also  covers  No.  11908,  Hydraulic  Press  Brick  Company  vs.  Direc- 
tor-General, as  agent,  Chicago  &  Eastern  Illinois  Railroad  Com- 
pany et  al.;  No.  11908  (Sub.  No.  1),  National  Fire  Proofing  Com- 
pany vs.  Director-General,  as  agent,  Pittsburgh,  Cincinnati,  Chi- 
cago &  St.  Louis  Railroad  Company  et  al.,  and  No.  12456,  Grasselli 
Chemical  Company  vs.  Director-General,  as  agent,  Chicago  & 
Eastern  Illinois  Railroad  Company  et  al. 

INDIANA  COAL  RATES 

In  a  report  on  No.  12407,  Loogootee  Fire  Clay  Products  Co. 
vs.  Director-General,  B.  &  O.,  opinion  No.  7594,  68  I.  C.  C.  443-5, 
the  Commission  held  unreasonable  rates  on  soft  coal  from 
Wheatland  to  Vincennes,  Ind.,  during  federal  control  and  from 
Montgomery  and  Cannellburg  to  Loogootee,  Ind.,  to  the  extent 
they  exceeded  45  cents  per  net  ton  from  Cannellburg  and  Mont- 
gomery to  Loogootee  and  60  cents  from  Wheatland  to  Vincennes. 
The  report  also  covers  No.  12408,  Fred  Kixmiller  et  al.  vs.  Same. 


NET  RATES  ON  HARDWOOD  LOGS 

The  Commission,  in  No.  12190,  A.  B.  Smith  et  al.  vs.  Illinois 
Central  et  al.,  opinion  No.  7591,  68  I.  C.  C.  427-34,  held  the  so- 
called  net  rates  on  hardwood  logs,  for  manufacture  and  reship- 
ment,  from  Proctor  City,  Wynnburg,  Miston  and  Lenox,  Tenn., 
to  Bondurant,  Ky.,  not  unreasonable  nor  unduly  prejudicial.  It 
held  rates  from  Menglewood,  Tenn.,  to  Bondurant,  Ky.,  unrea- 
sonable, and  rates  on  like  traffic  from  Miston,  Tenn.,  to  Trimble, 
Tenn.,  likewise  and  awarded  reparation.  It  said  the  carriers 
should  establish  a  rate,  not  later  than  June  26,  from  Miston 
to  Trimble,  not  exceeding  4.5  cents.  The  report  also  covers 
No.  12327,  Same  vs.  Director-General,  Chicago,  Memphis  &  Gulf, 
and  No.  12327  (Sub-No.  1),  Same  vs.  Same. 


CHARGE   FOR   USE   OF  TRACK 

In  a  report  written  by  Commissioner  Cox  on  No.  12645, 
Certain-teed  Products  Corporation  vs.  C.  R.  I.  &  P.  et  al.,  opin- 
ion No.  7545,  68  I.  C.  C.  260-3,  the  Commission  held  it  was  not 
unlawful  for  the  Chicago,  Ottawa  &  Peoria  to  collect  charges 
from  the  complainant  for  the  use  of  a  part  of  its  track  at  Mar- 
seilles, as  a  private  sidetrack.  The  Commission  had  to  dismiss 
the  complaint  for  lack  of  jurisdiction  to  say  what  would  be  a 
reasonable  charge  for  the  use  of  a  track  under  the  conditions. 
The  railroad  company  charged  $1  per  car  in  addition  to  the  rates 
to  Marseilles  for  the  use  of  the  track  as  a  private  track. 


RATES  ON   BLACKSTRAP  MOLASSES 

The  Commission,  in  a  report  on  No.  12342,  Western  Grain 
Company  vs.  Director-General,  Louisville  &  Nashville  et  al.,  opin- 
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ion  No.  T.'.Tt.  r.s  I.  c.  C.  335-9.  held  unreasonable  rates  on  im- 
ported blackstrap  molasses  in  tank  cars,  from  New  Orleans  and 
Mobile  to  Birmingham,  to  the  extent  they  exceeded  by  more 
than  2.5  cents  the  rates  on  like  traffic  to  Nashville.  Repara- 
tion is  to  be  awarded  to  that  basis  and  the  rates  so  made  are 
to  be  established  to  Birmingham  not  later  than  July  15. 


RATES  ON   WASTE   PAPER       . 

Reparation  has  been  awarded  in  No.  12622,  Continental  Paper 
Co.  et  al.  vs.  Director-General.  D.  L.  ft  W.  et  al.,  opinion  No. 
-'.  C8  I.  C.  C.  162-4,  on  a  holding  that  the  rates  on  waste  paper, 
from  New  York.  Brooklyn  and  Long  Island  City  to  Bogota,  N.  J.. 
to  the  extent  that  the  factor  beyond  Little  Ferry.  N.  J.,  exceeded 
or  exceeds  4  cents  before  and  5.5  cents  after  August  26,  1920. 
The  reparation  is  to  be  made  to  the  basis  of  the  rates  named 
as  the  factor  beyond  Little  Ferry. 


RATES  ON  FUEL  WOOD 

A  finding  of  unreasonableness  and  an  award  of  reparation 
hare  been  made  in  No.  12275,  Central  Wisconsin  Supply  Company 
vs.  Director-General.  C.  M.  ft  St.  P.  et  al..  opinion  No.  7587,  68 
I.  C.  C.  409-11,  as  to  rates  on  fuel  wood,  from  various  points  in 
Wisconsin  to  Camp  Grant,  111.,  between  December  13,  1919,  and 
January  17.  1920.  It  held  the  rates  unreasonable  to  the  extent 
they  exceeded  those  from  the  same  points  of  origin  to  Davis 
Junction,  III. 


MINIMUM    CHARGES 

In  a  report  on  No.  12316,  Swift  ft  Company  vs.  Director-Gen- 
eral, as  agent,  opinion  No.  7555,  68  I.  C.  C.  287-91,  the  Commis- 
sion held  the  minimum  charges  on  less-than-carload  shipments 
from  East  St.  Louis  and  Moultrie,  Ga.,  to  points  In  the  southern 
states  were  not  unreasonable,  when  made,  In  the  period  between 
June  25,  1918,  and  May  30,  1919,  but  that  those  from  Bast  St. 
Ixmls  were  illegal.  It  awarded  reparation  as  to  the  shipment*  in 
which  the  minimum  charges  were  Illegally  awarded.  The  report 
also  covers  No.  12336.  Armour  ft  Co.  TS.  Director-General,  as 
agent,  and  No.  12335.  Swift  ft  Co.  vs.  Georgia  Northern  et  al. 
The  last  mentioned  complaint  was  dismissed. 


STEEL  RAILS  AND  PLATES,  GALVESTON  TO  NEW  ORLEANS 
The  Commission,  in  a  report  written  by  Commissioner  Lewis, 
on  No.  12320.  Republic  of  France  vs.  Director-General,  as  agent, 
opinion  No.  7590.  68  I.  C.  C.  424-6.  held  that  the  legally  applicable 
fifth  class  rate  of  5G.5  cents  imposed  on  shipments  of  steel 
plates  was  unreasonable  to  the  extent  it  exceeded  47.5  cents  and 
that  the  combination  rate  charged  was  unreasonable  to  the  extent 
It  exceeded  34  cents  per  100  pounds,  on  shipments  from  Galve»- 
ton.  Tex.,  to  New  Orleans,  for  export.  The  steel  was  originally 
shipped  from  South  Chicago  to  Galveston.  but  on  account  of  ship- 
ping conditions,  It  was  sent  to  New  Orleans. 


W.  VA.   RATES  ON   GLASS   SAND 

The  Commission  has  dismissed  No.  12588,  General  Porcelain 
Co.  TS.  B.  ft  O .  Director-General  et  al..  opinion  No.  7569.  68  I.  C. 
.'2-4.  holding  the  rates  on  glass  sand  from  Hancock.  W.  Va.. 
to  Parkersbnrg,  W.  Va.,  are  not  unreasonable  or  unjustly  dis- 
criminatory. 


RATES   ON    HORSES   AND    MULES 

A  finding  of  unreasonableness  undue  prejudice  and  an 
award  of  reparation  have  been  made  In  No.  11960,  F.  A.  Cocke 
Live  Stock  Co.  et  al.  vs.  Beaumont.  Sour  Lake  ft  Western  et  al.. 
opinion  No.  7520.  (8  I  :•••».  as  to  rates  on  horses  and 

mules  from  points  In  Texas  to  Natchez,  Miss.,  between  January 
1.  1917.  and  December  31.  1919.  The  Commission  held  the  ratm» 
assailed  unreasonable  and  unduly  prejudicial,  for  distances  of 
miles  or  less,  to  the  extent  they  exceeded  the  rates  pre- 
scribed from  Texas  points  to  Shreveport,  in  the  Shreveport  case. 
48  I.  C.  C.  312.  351.  and  that  for  distances  greater  than  750 
miles  they  were  similarly  unlawful  to  the  extent  they  exceeded 
the  rates  to  Shreveport  by  more  than  6  cents  per  100  pounds. 
Reparation  Is  to  be  made  to  that  basts. 


RATES  ON  STONE,  BEDFORD  TO  CHICAGO 
Thf  Commission  has  dismiimed  No.  11940.  Great  Lakes 
Dredge  ft  Dock  Co.  vs.  Illinois  Central.  Director-General,  et  al., 
opinion  No.  7549.  68  I.  C.  C.  274-6.  holding  the  rate*  and  switch- 
ing charge*  on  riprap  stone,  from  the  Bedford.  Ind..  district 
quarries  to  Chicago,  between  September  2S.  1918.  and  March 
1,  1920,  wore  not  unreasonable  or  otherwise  unlawful. 


RATE  ON   BLASTING  CAPS 

An  order  of  dismissal  has  been  made  In  No.  11385,  George  C. 
Holt  ot  al..  receiver*  of  th<>  Aetna  Explosives  Company,  Inc.  vs. 
West  Shore.  Director-General  ft  al..  opinion   No    7:.4<i.   I.  C.  r. 
nmlaslon  holding  that  double  flntt  class  on  blaxting 
rap*  and  Hertrlc   blaming  caps.   In   carloads,   from   Port    Kwen. 
h  Birmingham.  Ala.,  had  not  been  shown  to  have 
unreasonable.     The  Commission  found   some  overcharges 


and  directed  their  refund.  The  shipments  were  made  in  Decem- 
ber, 1917,  and  March,  1918.  In  connection  with  the  electric  blast- 
ing cap  shipments,  the  allegation  was  that  some  of  the  rates 
charged  were  illegal.  The  prayer  was  for  reparation  only.  The 
report  in  this  case  was  on  further  hearing,  on  a  petition  before 
decision  on  the  first  hearing. 


RATING  ON  FRUITS  AND  VEGETABLES 
A  holding  of  non-justification  has  been  made  in  I.  and  S.  No. 
1473,  cancellation  of  a  third  class  rating  on  fruits  and  vegetables 
between  Minnesota,  the  Dakotas,  Iowa  and  Nebraska,  opinion 
No.  7585,  68  I.  C.  C.  401-2.  The  suspended  schedules  are  to  be 
cancelled  and  the  proceedings  discontinued.  The  proposal  was 
to  cancel  the  exception  to  the  classification  in  western  trunk 
line  territory,  providing  for  third  class  on  mixed  carloads  of  fresh 
fruits  and  vegetables,  20,000  minimum.  The  exception  which  it 
was  proposed  to  cancel  had  been  in  effect  for  more  than  14 
years.  Cancellation  of  the  exception  would  have  left  applicable 
minima  of  24,000,  30,000  and  36,000  pounds.  It  was  estimated  the 
higher  minima  would  apply  to  95  per  cent  of  the  mixed  carloads. 
The  contention  of  the  carriers  that  mixed  carloads  could  be 
well  loaded  to  24,000  pounds,  the  Commission  said,  had  not  been 
sustained  on  the  record. 


RATES  ON  LOGS 

The  Commission  has  dismissed  No.  11303,  Karris  Hardwood 
Lumber  Co.  et  al.  vs.  Director-General,  N.  C.  &  St.  L.,  opinion 
No.  7535,  68  I.  C.  C.  181-91,  holding  the  rates  during  federal  con- 
trol and  the  present  rates  on  logs,  from  stations  on  the  N.  C.  ft 
St.  L.  and  the  Tennessee  Central,  to  Nashville,  were  not  unrea- 
sonable or  unduly  prejudicial.  The  report  also  covers  No.  11402, 
Same  vs.  Director-General  and  Tennessee  Central.  The  allega- 
tion In  the  main  complaint  was  that  the  rates  were  unreasonable 
because  higher  than  the  rates  between  other  points  on  the  N.  C. 
ft  St.  I*  In  the  complaint  against  the  Tennessee  Central  the 
allegation  was  the  intrastate  rates  were  unreasonable  and  unduly 
prejudicial  in  comparison  with  rates  between  local  stations  on 
that  line.  The  carriers  defended  the  rates  largely  on  the  ground 
that  the  Tennessee  commission  had  dealt  with  them  and  found 
nothing  in  them  warranting  condemnation. 


RATES  ON   SCRAP  ALUMINUM 

The  carriers  have  been  ordered.  In  No.  12260,  Loewenthal 
Company  et  al.  vs.  Chicago  ft  North  Western.  Director-General. 
as  agent,  et  al..  opinion  No.  7515.  68  I.  •'.  C.  115-7,  to  establish  a 
rate  on  scrap  aluminum  In  straight  or  mixed  carloads,  with  other 
metals.  Including  scrap  brass,  copper  and  or  tin,  from  points  in 
Texas.  Oklahoma  and  Arkansas,  to  St.  Louis  and  Chicago,  no 
higher  than  their  present  rates  on  straight  or  mixed  carloads  of 
brass,  copper  and  or  tin.  They  are  to  do  that  not  later  than 
July  7.  the  Commission  having  held  their  rates  on  aluminum,  in 
straight  or  mixed  carloads,  unreasonable  to  the  extent  they 
exceeded  those  on  the  other  metals  mentioned,  in  straight  or 
mixed  carloads.  No  prayer  for  reparation  was  Included  In  the 
complaint,  hence  the  Commission  said  none  would  be  awarded. 
The  complaint  was  brought  in  behalf  of  the  Waste  Material 
Dealers'  Association  of  Texas,  a  corporation,  as  well  as  the 
Loewenthal  Company. 


SAND,  GRINTER,  KAN.,  TO  KANSAS  CITY 
A  finding  that  the  rates  on  sand  from  Grinter,  Kan.,  to  points 
within  the  switching  district  of  Kansas  City  were  unreasonable, 
and  an  order  to  establish  reasonable  rates  not  later  than  June 
13,  have  been  made  in  No.  12117,  Stewart  Sand  Company  vs.  A. 
T.  ft  8.  F.  et  al..  opinion  No.  7514,  68  I.  C.  C.  111-4.    The  Commis- 
sion held  the  rates  were  unreasonable  to  the  extent  they  ex- 
t4hted  or  may  exceed  2.5  cents  per  100  pounds  and  that  repara- 
tion should  be  made  to  that  basis. 


RATES  ON  AUTOMOBILE  BOARDS 

Reparation  has  been  awarded  on  a  finding  of  unreasonable- 
ness In  No.  12397,  Chevrolet  Motor  Company  of  Texas  vs.  Di- 
rector-General, as  agent.  Michigan  Central  et  al.,  opinion  No. 
7570,  68  I.  C.  C.  325-7.  the  Commission  holding  the  rates  im- 
posed on  automobile  wooden  floor,  toe  and  running  boards,  in 
mixed  carloads,  from  Detroit  to  Fort  Worth,  shipped  between 
February  21,  1917,  and  December  29,  1919.  were  unreasonable 
to  the  extent  they  exceeded,  after  April  1,  1918,  class  A  rates 
on  trimmed  boards  and  class  B  rates  on  untriramed  boards. 
The  decision  followed  that  made  in  Chevrolet  Motor  Company 
vs.  Director-General,  62  I.  C.  C.  175,  In  which  the  rates  from 
Detroit  to  Melrose,  Calif.,  were  under  attack,  the  complainant 
insisting  the  rates  on  wagon  material  should  have  been  assessed. 
The  Commission  said,  in  the  Instant  case,  no  reason  appeared 
why  rates  to  Fort  Worth  should  be  on  a  lower  basis  than  to 
Mel  rose. 


REFUND    OF    OVERCHARGES 

The  Commission  li.-is  dismissed  No.  12467,  Los  Angeles  Ice 
A  Cold  Storage  Company  vs.  Director-General,  as  agent.  Central 
Railroad  Company  of  New  Jersey,  et  al.,  opinion  No.  7528,  68 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  17 


I.  C.  C.  155-6,  holding  the  less-than-carload  rates  on  paper  water 
bottle-neck  wrappers  or  caps,  from  Vineland,  N.  J.,  to  Los  An- 
geles, during  federal  control,  were  not  unreasonable.  The  Com- 
mission, however,  found  the  six  shipments  involved  to  have 
been  overcharged.  They  were  assessed  at  a  rate  of  f3.44,  ap- 
plicable on  paper,  stamped  for  decorating  purposes.  The  com- 
plainant contended  for  a  rate  of  $2.74,  applicable  on  bottle  caps. 
The  carriers  contended  that  bottle  caps  were  made  of  tin  or 
other  metal  and  that  the  rate  of  $2.74  was  intended  to  apply 
only  to  them.  The  Commission  said  the  intention,  if  held,  had 
not  been  shown  by  the  language  used  in  the  tariffs.  It  directed 
refund  to  the  basis  of  the  bottle  cap  rate. 


RATE  ON  COAL  FROM  DUNMORE,  PA. 
The  Commission  has  dismissed  No.  12277,  William  L.  Car- 
ney vs.  Director-General,  as  agent,  opinion  No.  7538,  68  I.  C.  C., 
199-200.  The  question  was  raised  as  to  the  rate  on  two  carloads 
of  coal  from  Dunmore,  Pa.,  to  Chicago,  shipped  in  July,  1918, 
over  the  Erie  and  Chicago  &  Erie,  on  rates  independently  filed 
by  the  Erie  and  the  Chicago  &  Erie,  which  provided  for  an 
increase  in  each  factor  of  the  rate,  one  filed  by  the  Erie  and 
the  other  by  the  Chicago  &  Erie.  Contemporaneously  there  was 
a  lower  combination,  via  the  Erie  to  Akron,  O.,  and  the  Penn- 
sylvania beyond.  The  Director-General  contended  a  mine  man- 
ifest containing  the  word  "Erie"  amounted  to  a  routing  of  the  . 
shipments  by  the  shipper.  The  Commission,  however,  said  the 
Erie  and  Chicago  &  Erie  were  separate  entities  and  therefore 
that  the  shipment  was  misrouted  because  it  was  not  sent  via 
the  cheapest  route.  Reparation,  however,  was  denied  because 
no  one  appeared  at  the  hearing  with  personal  knowledge  as  to 
the  bearer  of  the  charges. 

RATE  ON    PYRETHRUM    FLOWERS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No:  12321,  Gilpin,  Langdon  &  Co.,  Inc.,  vs. 
Director-General,  as  agent,  opinion  No.  7556,  68  I.  C.  C.,  292-4, 
as  to  a  rate  of  $3.315  on  32  carloads  of  pyrethrum  flowers, 
grown  in  Japan,  and  shipped  from  Seattle  and  Taconia  to  Bal- 
timore, between  June  25,  1918,  and  May  29,  1919.  .  The  flowers 
are  used  in  the  making  of  insecticides.  Prior  to  June  25  there 
was  an  import  rate  of  $1  on  them.  In  May,  1919,  the  Director- 
General  established  a  rate  of  $2  which  the  Commission,  in  its 
decision,  thought  a  reasonable  charge  to  have  assessed  during 
the  whole  period  covered  by  the  complaint.  Reparation  is  to 
be  made  to  that  basis.  The  report  also  covers  No.  12321,  (Sub. 
No.  1),  McCormick  &  Co.,  Inc.,  vs.  same. 

RATES  ON   BEER 

The  Commission  has  dismissed  No.  12518,  Duluth  Brewing  & 
Malting  Company  vs,  Northern  Pacific,  Director-General,  as  agent, 
et  al.,  opinion  No.  7565,  68  I.  C.  C.  315-6,  holding  not  unreason- 
able fifth  class  rates  on  beer  from  Duluth  to  East  Dubuque  and 
Pulton,  111.,  between  July  3,  1916,  and  April  9,  1918,  during  which 
period  the  complainant  forwarded  42  carloads  of  beer.  The  com- 
plainant contended  for  a  commodity  rate  of  19  cents  applicable 
in  the  opposite  direction.  The  Commission  said  the  volume 
of  the  movement  from  Chicago  and  Milwaukee  was  great  and 
the  carriers  from  those  points  alone  had  made  exceptions  to  the 
fifth  class  basis.  The  present  rate  is  32.5  cents. 


RATES  ON   COAL 

Reparation  on  account  of  an  unreasonable  rate  on  run-of- 
mine  soft  coal  has  been  awarded  in  No.  11596,  Hydraulic-Press 
Brick  Company  vs.  Director-General,  as  agent,  P.  C.  C.  &  St.  L., 
opinion  No.  7557,  68  I.  C.  C.  295-8,  the  Commission  holding  the 
rates  of  60  and  70  cents  applicable  from  mines  in  the  Brazil  dis- 
trict to  the  company's  plant  in  Brazil  were  unreasonable  to  the 
extent  they  exceeded  45  cents,  after  June  25,  1918,  to  the  end  of 
federal  control.  Reparation  is  to  be  made  to  the  basis  indicated. 


CHARGES  ON  STEEL  BED  PARTS 

The  Commission  has  dismissed  No.  12749,  Murphy  Manufac- 
turing Company  vs.  Oregon-Washington  Railroad  &  Navigation 
Company,  Director-General  et  al.,  opinion  No.  7542,  68  I.  C.  C., 
211-2,  holding  the  charges  on  a  carload  of  bed  steel  parts  from 
Chicago,  111.,  to  Tacoma,  Wash.,  shipped  in  January  12,  1918,  were 
not  unreasonable. 


RATES  ON   COAL   TO  CINCINNATI 

An  order  to  make  rates  on  soft  coal  from  points  on  the 
Ohio  &  Kentuckey  near  O.  &  K.  Junction,  to  Cincinnati,  and 
points  in  central  and  western  territories,  on  or  before  June  16, 
no  higher  than  from  mines  on  the  main  line,  spurs  or  connec- 
tions of  the  Louisville  &  Nashville  from  O.  &  K.  Junction  and 
south  thereof  to  Hombre,  Ky.,  has  been  made  by  the  Commis- 
sion, in  a  report  on  No.  12601,  Riverside  Coal  Company  vs. 
Director-General,  as  agent,  L.  &  N.,  et  al.,  opinion  No.  7541,  68 
I.  C.  C.,  205-10.  The  order  is  based  on  a  finding  of  unreasonable- 
ness. The  Commission  based  its  conclusion  upon  the  long  line 
of  cases  in  which  it  upheld  the  theory  that  when  the  grouping 
system  is  used  in  making  rates,  all  the  points  of  origin  within 


that  group,  regardless  of  whether  on  the  trunk  line,  or  on  inde- 
pendent short  lines,  are  entitled  to  the  group  rate.  It  said  the 
Louisville  &  Nashville  had  not,  although  it  sought  to  do  so, 
differentiated  this  case,  from  those  cited  by  it  as  upholding 
that  theory  of  rate-making.  Commissioner  Potter  dissented. 

RATES  ON  LIME  ROCK 

A  holding  .of  unreasonableness  and  an  order  of  reparation 
have  been  made,  the  latter  for  $7,402,  in  No.  12619,  Amalgamated 
Sugar  Company  vs.  Director-General,  as  agent,  et  al.,  opinion  No. 
7571,  68  I.  C.  C.,  328-30,  as  to  rates  on  lime  rock  from  Flux,  Utah, 
to  Burley,  Paul  and  McMillan,  Ida.  It  held  the  applicable  rates, 
between  August  26  and  October  30,  1918,  to  have  been  unrea- 
sonable to  the  extent  they  exceeded  $2.75  per  net  ton.  The 
rates  were  $3.50  to  Burley  and  Paul  and  $3.80  to  McMillan,  yield- 
ing car-mile  revenue  ranging  from  58.1  to  61.4  cents  for  hauls 
ranging  from  283  to  327  miles.  Subsequent  to  the  movements  a 
rate  of  $2.20  was  established.  The  Commission,  however,  did 
not  make  its  reparation  to  so  low  a  rate. 

REFUND   ON    ICE   SHIPMENTS 

Holding  that  two  carloads  of  ice  from  Trevor,  Wis.,  and 
Lake  Marie  ("Antioch,  111.),  to  Chicago,  shipped  in  October,  1917, 
had  been  overcharged,  the  Commission  has  directed  the  dismissal 
of  No.  12372,  William  L.  Carney  vs.  Director-General,  as  agent,  et 
al.,  opinion  No.  7562,  68  I.  C.  C.  309-10.  The  complaint  alleged 
the  rates  charged  on  about  1,800  carloads  were  unreasonable,  but 
at  the  hearing  the  issue  was  limited  to  the  legality  of  two  ship- 
ments. Refunds  amounting  to  $34.40  are  to  be  made. 


RATE  ON  SCRAP  IRON  TO  SEATTLE 

The  Commission  has  dismissed  No.  12491,  Kohan  &  Falk  Co. 
vs.  Oregon  Short  Line  et  al.,  opinion  No.  7564,  68  I.  C.  C.  313-4, 
holding  the  rate  on  a  carload  of  scrap  iron  shipped  from  Burmah, 
Ida.,  to  Seattle,  in  November.  1917,  was  not  unreasonable  or 
otherwise  unlawful. 


CANNED  MILK  FROM  GLENDALE,  ARIZ. 

An  award  of  reparation  has  been  made  in  No.  12433,  Pacific 
Creamery  Co.  vs.  Atchison,  Topeka  &  Santa  Fe,  Director-General 
et  al.,  opinion  No.  7575,  68  I.  C.  C.  340-2,  on  account  of  unreason- 
able rates  on  canned  condensed  milk  from  Glendale,  Ariz.,  to 
various  points  in  common  point  and  differential  territory  of 
Texas.  The  Commission  said  the  rates  were  unreasonable  to 
the  extent  they  exceeded  81.5  cents  per  100  pounds  on  a  40,000 
minimum,  and  67.5  cents  on  a  60,000  minimum. 


RATES  ON   COAL   IN    INDIANA 

In  a  report  on  No.  11713,  Opp  Coal  Company  vs.  Director- 
General,  .as  agent,  opinion  No.  7578,  (68  I.  C.  C.  349-51)  the 
Commission  has  held  unreasonable  rates  on  coal,  during  federal 
control,  from  various  mines  in  Indiana  to  Aurora  and  Frankton, 
Ind.,  and  awarded  separation.  The  Commission  held  them 
unreasonable  to  the  extent  they  exceeded  $1.60  per  ton.  A  rate 
of  $2.30  was  collected  to  Frankton,  although  there  was  a  joint 
rate  of  $2.  The  coal  originated  in  the  Linton  and  Princeton 
districts.  After  the  movement  rates  of  $1.30  and  $1.32  were 
established  and  the  complainants  asked  for  reparation  to  the 
basis  of  those  rates.  The  report  also  covers  No.  11627  Barnett 
Lumber  Co.  vs.  Director-General,  C.  &  E.  I.  et  al. 


RATES  ON  ALCOHOL 

Holding  that  the  commodity  rates  to  which  void  limitations 
of  value  were  attached  were  lawfully  applicable  rates  to  the 
commodity  in  question,  regardless  of  its  value,  the  Commission 
has  held,  in  a  report  on  No.  10313,  U.  S.  Industrial  Alcohol 
Company  et  al.  vs.  Director-General,  Illinois  Central  "et  al., 
opinion  No.  7583,  68  I.  C.  C.  389-94,  that  the  rates  assessed 
against  alcohol  of  a  value  greater  than  $2.50  a  gallon,  shipped 
from  New  Orleans  and  Harvey,  La.,  in  1916  and  1917,  were  not 
the  proper  ones  to  apply  and  that,  therefore,  the  shipments 
were  overcharged.  It  directed  the  refund  of  overcharges  and 
dismissed  the  complaint,  with  which  was  linked  No.  10323, 
Same  vs.  Same. 

Alcohol  of  a  value  greater  than  $2.50  a  gallon  was  shipped 
on  bills  of  lading  with  various  words  of  limitation  written 
thereon,  purporting  to  show  either  that  the  alcohol  was  not 
worth  more  than  $2.50  a  gallon  or  that,  in  case  of  loss,  the  ship- 
per would  limit  his  liability  to  that  amount.  After  the  ship- 
ments were  delivered,  the  railroads  marked  up  the  rates  on 
those  in  which  the  actual  value  was  greater  than  $2.50  a  gallon 
and  collected  higher  class  or  higher  general  commodity  rates. 

Some  shipments  moved  before  and  some  after  the  enact- 
ment of  the  second  Cummins  amendment.  The  Commission 
held  that  the  limitations  were  void,  some  because  they  were 
made  while  the  first  Cummins  amendment  forbade  them,  and 
others  because  the  rates  were  published  without  permission  to 
make  rates  based  on  declared  values  limiting  liability. 

Commissioner  Esch  dissented,  holding  the  Commission  was 
inconsistent.  He  added  his  mite  to  the  literature  on  the  sub- 
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ject  about  lawful  rates,  legally  applicable  rates,  and  the  other 
terms  in  the  category  made  up  while  the  discussion  of  the 
meaning  of  the  two  Camming  amendments  was  vigorous. 


REFUND  ON  STEAM  TURBINES 

The  Commission  has  dismissed  No.  11417,  Northwest  Steel 
Co.  TS.  Director-General,  as  agent,  et  al.,  opinion  No.  7537,  68 
I.  C.  C.  195-8,  holding  the  rates  on  steam  turbines  from  Schenec- 
tady,  X.  Y.,  and  Trenton,  N.  J..  to  Portland,  Ore.,  and  Seattle, 
between  April  13.  1918,  and  April  1,  1919,  were  not  unreasonable 
or  otherwise  unlawful.  It  held,  however,  that  charges  were 
illegal.  It  directed  the  refund  of  the  illegal  charges  and  a  clari- 
fication of  the  tariffs.  The  report  also  covers  No.  11911,  General 
Electric  Co.  vs.  New  York  Central  et  al.  Forty-six  carloads  of 
marine  steam-turbine  engines  were  Involved.  The  carriers 
assessed  the  rates  applicable  to  steam  engines  and  declined  to 
recognise  the  steam  turbines  as  turbines  at  all,  claiming  the 
lower  commodity  rate  on  turbines  was  intended  to  be  limited  to 
water  wheels  and  things  like  that  used  in  mining  and  smelting. 
The  word  "turbines"  was  supposed  to  be  modified  by  words  of 
description  enclosed  in  parentheses,  such  as  "electrical,  iron- 
working,  power,  mining  and  smelting."  The  Commission  sug- 
gested that  if  the  words  were  intended  to  impose  rates  based 
upon  the  uses  to  which  the  turbines  were  to  be  put,  they  were 
to  be  condemned.  It  held  the  lower  combination  rates  on  tur- 
bines should  have  been  applied  to  the  turbines  In  question  and 
ordered  prompt  refund. 

COAL  CAR  DISTRIBUTION 

The  Commission  has  dismissed  No.  12557,  Northern  West 
Virginia  Coal  Operators'  Association  vs.  Pittsburgh  ft  Lake  Erie 
•t  al.,  opinion  No.  7534,  68  I  C.  c.  187-80,  holding  the  practices 
of  the  Pennsylvania  and  the  Pittsburgh  £  Lake  Erie,  in  the 
period  between  March  1,  1920.  and  January  1.  1921.  in  the  dis- 
tribution of  coal  cars  to  mines  on  the  Monongahela  Railway, 
owned  jointly  by  them,  and  the  Morgantown  ft  Wheeling,  a 
dependent  connection  of  the  Monongahela,  were  not  unreason- 
able, unjustly  discriminatory  or  unduly  prejudicial  to  operators 
on  the  two  smaller  roads. 

Commissioners  Aitchlson.  Potter  and  Lewis,  constituting 
the  division  that  disposed  of  the  case,  said  that  while  the  record 
left  no  doubt  that  discrimination  did  exist  in  the  distribution  of 
empty  coal  cars,  against  the  mines  on  the  Monongahela  and  the 
Morgantown  A  Wheeling,  In  favor  of  the  mines  on  the  Pennsyl- 
vania and  the  Lake  Erie,  they  were  of  the  opinion  and  found 
Mi-  discrimination  was  not  such  as  to  constitute  undue  preju- 
dice and  that  the  practices  of  the  trunk  line  defendants  and  Its 
subsidiary.  In  the  circumstances  and  under  the  peculiar  condi- 
tions shown  of  record,  were  not  unreasonable. 

The  Pennsylvania  and  the  Lake  Erie  admitted  the  Monon- 
gahela  and  Wheeling  did  not  obtain  cars  from  them  In  the  same 
percentage  basis  as  the  mines  on  their  respective  rails.  They 
contended,  however,  that  by  reason  of  the  abnormal  conditions 
existing  during  the  period  in  question,  it  was  physically  im- 
possible for  them  to  accord  mines  on  the  Wheeling  and  Monon- 
gahela equal  treatment  with  their  own  mines.  Among  the  pe- 
culiar conditions  was  the  fact  that  In  November.  1920,  the  Mo- 
nongahela had  but  five  of  Its  42  freight  engines  in  service,  a 
number  of  them  having  been  shopped  by  order  of  the  Commis- 
sion's own  Inspectors.  In  addition  the  Monongahela  had  labor 
troubles  of  such  a  character  that  frequently  It  asked  the  Lake 
Erie  to  withhold  deliveries  of  cars  to  It.  It  maintained  that 
the  difference  in  the  car  supply  to  mines  on  its  own  rails  and 
the  supply  to  mines  on  the  Monongahela  was  due  more  to  the 
abnormal  conditions  than  anything  else.  __ 

One  of  the  contentions  of  the  complaining  association  was 
that,  because  the  Pennsylvania  and  the  I^ake  Erie  Jointly,  on  a 
fifty-fifty  basis,  owned  the  stock  of  the  Monongahela,  It  was 
their  legal  duty  to  treat  the  mines  on  the  Monongahela  as  if 
they  were  on  their  own  rails.  The  Morgantown  &  Wheeling,  in 
which  neither  the  Pennsylvania  nor  the  Lake  Erie  had  or  have 
any  stock  holding  Interest,  depends  upon  the  Monongahela  for 
Its  car  supply.  Neither  has  coal  cars  for  the  mines  on  their 
rails.  The  Commission  pointed  out  that  while  the  two  trunk 
lines  owned  stock  the  Monongahela  was  operated  on  Its  own 
charter. 

The  labor  troubles  in  the  spring  of  1920  were  so  severe  at 
Newell  Yard,  the  Junction  point  of  the  trunk  lines  with  the 
Monongahela,  that  from  April  9  to  May  16  not  one  yard  crew 
was  on  duty  where  formerly  there  had  been  16.  May  17,  one 
crew  consisting  of  a  conductor  and  a  brakeman  was  recruited. 
Subordinate  officials  were  pressed  into  service  so  that  one  con- 
ductor and  brakeman  could  go  through  the  motions  of  delivering 
cars  from  the  trunk  lines  to  the  Monongahela.  By  the  time  the 
strike  broke,  the  latter  part  of  August,  1920.  the  Monongahela 
had  recruited  13  yard  crews. 

According  to  the  Commission's  summary  of  the  complain- 
ants' demands,  the  association  asked  the  Commission  to  require 
the  two  trunk  lines  "to  deliver  to  the  Monongahela,  and  the 
Monongahela  to  deliver  to  the  Wheeling,  whenever  a  coal-car 
shortage  occurs,  sufficient  cars  to  accord  the  mines  on  those 


roads  the  same  car  supply,  on  the  average,  as  is  contemporane- 
ously accorded,  on  the  average,  to  the  mines  on  the  Pennsyl- 
vania (central  region)  and  the  Lake  Erie;  (2)  to  require  that, 
in  case  the  number  of  coal  cars  delivered  to  the  Monongahela 
or  delivered  by  said  Monongahela  to  the  Wheeling,  during  any 
month,  is  more  or  less  than  they  are  entitled  to,  the  discrepancy 
be  adjusted  the  following  month,  and  that  we  determine  the 
number  of  cars  by  which  the  mines  on  said  Monongahela  and 
Wheeling  fell  short  of  receiving,  during  the  period  from  March 
1,  1920,  to  January  1,  1921,  the  same  average  car  supply  as 
mines  on  the  said  Pennsylvania  (central  region)  and  the  Lake 
Erie;  (3)  to  require  said  companies  during  some  future  period 
of  short  car  supply,  to  deliver  to  the  Monongahela  the  number 
of  cars  so  found,  in  addition  to  the  number  of  cars  to  which 
said  mines  on  said  railways  would  be  otherwise  entitled;  or, 
(4)  in  case  of  refusal  to  grant  such  relief,  to  award  reparation." 
The  Commission's  report  shows  the  record  made  was  un- 
satisfactory on  a  number  of  points,  discrepancies  in  figures  be- 
ing among  them.  On  that  phase  of  the  subject  the  Commission 
said: 

In  ordering  ears  neither  the  Monongahela  nor  the  Wheeling  dis- 
tinguish between  assigned  or  commercial  cars.  They  do,  however, 
give  preference  in  the  furnishing  of  cars  to  mines  loading  assigned 
cars.  The  Lake  Erie  purchases  its  fuel  supply  on  the  commercial 
basis  and  Is  not  much  concerned  with  asslned  cars,  except  perhaps 
as  such  cars  may  be  assigned  for  other  roads.  The  Pennsylvania 
and  Lake  Erie  before  allotting  any  unassigned  cars  take  out  of  the 
pool  of  cars  available  for  coal  loading  sufficient  cars  to  protect  the 
assigned  requirements  of  their  own  mines. 

Oar*  delivered  to  mines  on  the  Monongahela  and  Wheeling  arc 
counted  against  their  distributive  share,  whether  for  loading  as  as- 
signed cars  or  with  commercial  coal,  whereas  assigned  cars  on  the 
Pennsylvania  and  Lake  Erie  are  not  counted  against  the  distributive 
share  of  the  mines  receiving  them.  The  operators  contended  that  as- 
signed cars  should  not  be  counted.  It  Is  the  position  of  the  Monon- 
gahela that  since  It  orders  all  the  cars  requested  by  the  operators 
there  Is  no  necessity  for  distinguishing  between  assigned  and  nil- 
assigned  car*.  If  assigned  cars  were  not  counted  against  the  distribu- 
tive share  of  the  mines  on  the  Monongahela  and  Wheeling  In  periods 
of  car  shortage  It  would  somewhat  Increase  their  percentage  of  com- 
mercial cars  and  correspondingly  decrease  the  percentage  of  commer- 
cial cars  available  for  mines  on  the  Lake  Erie  and  Pennsylvania.  The 
reord  does  not  show  for  whom  cars  were  assigned  during  this  period. 
If  for  roads  other  than  the  Lake  Erie  and  the  Pennsylvania,  and 
such  foreign  roads  carded  and  furnished  their  own  equipment  for 
such  loading.  It  was  the  practice,  at  least  on  the  Pennsylvania,  to 
deduct  such  can  from  the  total  order  placed  by  the  Monongaheln 
and  to  then  deliver  the  commercial  cars  in  about  the  same  maner 
that  car*  were  distributed  to  mines  on  It*  own  rails.  The  record 
doe*  not  show  whether  the  operators  had  contracted  for  the  entire 
output  of  the  mines  loading  assigned  cars,  or  only  for  a  portion 
thereof;  or  whether  commercial  cars  were  ordered  In  addition  to  the 
assigned  car*  even  though  the  assigned  cars  furnished  exceeded  its 
distributive  share.  In  the  absence  of  these  essential  facts  It  Is 
manifestly  Impossible  to  make  a  definite  finding  In  this  respect.  A 
great  deal  of  the  difficulty  would  have  been  obviated  had  the  Mon- 
ongahela placed  Its  orders  with  the  Pennsylvania  and  the  Lake 
Krie  in  the  same  manner  as  cars  were  ordered  from  It  by  the 
operators,  that  Is.  If  It  had  distinguished  between  asxlgned  and  un- 
nxslgncd  cars.  As  we  view  it.  there  wns  no  obligation  on  the  part 
of  either  the  Pennsylvania  or  the  Lake  Erie  to  distribute  cars  to 
their  dependent  connections  on  a  different  basis  than  that  upon 
which  car*  were  ordered  from  them,  even  though  their  records 
might  show  the  number*  of  assigned  cars  which  were  Included  in 
the  total  order. 

It  also  appears  that  the  Monongahela  placed  empty  coal  cars  fur- 
nished It  for  loading  with  coke,  and  that  the  cars  so  used  were  not 
charged  by  the  Monongahela  as  coal  cars.  The  record  does  not 
show  to  what  ezent  this  was  done,  but  It  possibly  accounts  for  some 
of  the  discrepancies  In  the  figures  hereinafter  referred  to.  Empty 
cars  ordered  by  the  Monongahela  should  be  used  for  the  purpose  for 
which  they  were  ordered. 

COMMISSION    ORDERS 

The  Chamber  of  Commerce  of  Houston,  Tex.,  has  been  per- 
mitted to  intervene  in  No.  13510,  Baltimore  Chamber- of  Com- 
merce et  al.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

The  Commission  has  modified  its  order  in  No.  11081,  the 
Roundup  Coal  Mining  Company  vs.  Director-General,  Big  Fork  & 

rnatlonal  Falls  Railway  et  al.,  so  as  to  make  it  effective  on 
July  18  Instead  of  May  18,  as  previously  ordered. 

The  Commission  has  permitted  the  Bulck  Motor  Company, 
Oakland  Motor  Company,  Olds  Motor  Works  and  General  Motors 
Corporation  to  intervene  in  No.  13536,  Klaxon  Company  vs.  Ala- 
bama Great  Southern  R.  R.  Co.  et  al. 

The  Board  of  City  Development  of  the  City  of  Amarillo, 
Texas,  and  the  Panhandle-Plains  Chamber  of  Commerce  were 
permitted  to  Intervene  In  No.  13518,  Federal  Grain  Company 
et  al.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 

The  Houston  It  Brazos  Valley  Railway  Company  and  George 
C.  Morris,  Receiver;  Kansas  City,  Mexico  and  Orient  Railway 
Company  of  Texas;  Moscow,  Camden  &  San  Augustine  Railway 
Company;  Paris  £  Mount  Pleasant  Railroad  and  R.  W.  Wortham, 
Receiver;  San  Antonio  Southern  Railway  Company;  The  Texan 
Mexican  Railway  Company,  and  Texarkana  A  Fort  Smith  Rail- 
way Company  have  been  permitted  to  intervene  in  No.  13072,  in 
the  matter  of  a  regulation  prescribed  by  the  Railroad  Commis- 
sion of  Texas  requiring  carriers  to  slat  stock  cars  for  transporta- 
tion of  watermelons  In  Texas. 

The  Keystone  Slag  Company  has  been  permitted  to  Inter- 
vene In  No.  13662,  Duquesne  Slag  Products  Company  et  al.  VH. 
P.  R.  R.  et  al. 

The  Watertown.  South  Dakota,  Chamber  of  Commerce  has 
been  given  authority  to  Intervene  in  No.  13611,  Northern  States 
Power  Company  vs.  A.  T.  &  S.  P.  Ry.  et  al. 
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REASONABLE  RATES 

A  suggestion  that  the  Commission  differentiate  between  a 
rate  unreasonable  per  se  and  a  rate  relatively  unreasonable  has 
been  made  by  Examiner  F.  W.  McM.  Woodrow  in  a  tentative  re- 
port on  No.  12974,  Continental  Gin  Co.  vs.  Director-General,  as 
agent.  The  report  also  covers  No.  13076,  Lummus  Cotton  Gin 
Co.  vs.  same.  Then  he  recommends  that  the  Commission  dis- 
miss the  complaints  on  a  holding  that  the  rates  on  cotton  packers 
or  trampers,  in  carloads,  from  San  Antonio,  Tex.,  to  Atlanta  and 
Columbus,  Ga.,  Birmingham  and  Prattsville,  Ala.,  between  De- 
cember 28,  1918,  and  September  26,  1919,  were  not  shown  to  have 
teen  unreasonable  per  se. 

There  was  no  testimony  in  these  cases  other  than  the  record 
in  San  Antonio  Freight  Bureau  vs.  A.  &  W.,  63  I.  C.  C.  326,  in 
which  the  complainants  alleged  the  rates  were  unreasonable. 
In  that  case  the  complainant  sought  a  readjustment  of  rates  but 
made  no  prayer  for  reparation.  The  complainants  in  the  instant 
cases  were  interveners  in  the  San  Antonio  rates,  to  prevent,  as 
the  examiner  said,  any  disturbance  of  rates  westbound. 

Woodrow  proposes  the  Commission  should  hold  in  this  case 
that  the  complainant  in  the  San  Antonio  case  would  not  be  en- 
titled to  reparation  because  it  made  no  prayer  for  reparation. 
He  said  the  complainants  in  these  cases,  interveners  in  the  San 
Antonio  case,  should  be  estopped  from  seeking  reparation  to  the 
basis  of  rates  established  "in  the  San  Antonio  case,  for  the  reason 
which  he  thinks  the  San  Antonio  complainant  would  be  estopped. 

The  examiner  said  the  finding  in  the  San  Antonio  case,  while 
the  word  unreasonable  was  used,  was  equivalent  to  a  finding  that 
the  rates  were  relatively  unreasonable  and  the  carriers  so  under- 
stood it  because  they  complied  by  making  rates  on  packers  and 
trampers  from  San  Antonio  the  same  as  rates  on  cotton  gin 
presses  from  Dallas.  He  said  a  relatively  unreasonable  finding 
was  the  same  as  a  third  section  finding  and  that  damage  would 
not  follow  such  a  finding  except  upon  specific  proof,  the  same 
as  a  third  section  case. 


ORDER  IN  GULF  REFINING  CASE 

A  modification  of  its  order  of  reparation  in  No.  12143,  Gulf 
Refining  Co.  of  Louisiana,  in  behalf  of  the  Union  Petroleum  Co. 
of  Philadelphia,  vs.  St.  Louis-San  Francisco  et  al.,  64  I.  C.  C.  201, 
so  as  to  eliminate  the  St.  Louis-San  Francisco  from  the  order 
of  reparation  has  been  recommended  by  Attorney-Examiner 
Charles  F.  Gerry.  The  case  was  reheard  on  a  motion  of  the  St. 
Louis-San  Francisco,  which  pointed  to  the  fact  that  it  was  not 
in  existence  at  the  time  the  six  carloads  of  gasoline  involved  in 
the  case  moved  from  West  Tulsa,  Okla.,  to  Avondale,  La.,  for 
export  and  was  then  sent  to  Gretna,  La.,  for  domestic  use,  all  of 
which  took  place  in  September,  1915,  while  the  Frisco  was  in 
the  hands  of  a  receiver,  and  the  present  company  had  not  been 
organized.  A  rate  of  60  cents  was  imposed.  The  Commission 
said  33  cents  would  have  been  reasonable  and  ordered  repara- 
tion to  be  paid  by  the  Frisco  and  the  Louisiana  &  Arkansas. 
Gerry  said  the  Frisco  should  be  eliminated  and  the  reparation 
order  changed  so  as  to  run  only  against  the  Louisiana  &  Arkan- 
sas, which,  he  said,  was  liable  because  the  liability  was  joint  and 
several. 


RATES   ON    GRAVEL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  F.  E.  Mullen  in  a  report 
on  No.  12005,  Police  Jury,  Parish  of  Caddo,  State  of  Louisiana, 
vs.  St.  Louis  Southwestern  et  al.,  as  to  rates  on  gravel  from 
Millville,  Ark.,  to  Lucas,  La.,  on  which  shipments  were  made 
between  April  24  and  June  14,  1920.  The  examiner  said  the 
rates  were  unreasonable  to  the  extent  they  exceeded  7.5  cents 
plus  Ex  Parte  74  increases.  He  also  recommended  an  order 
establishing  the  rates  on  that  basis  for  the  future. 


MISROUTING    OF    COAL 

Examiner  Burton  Fuller  has  suggested  that  the  Commission 
dismiss  No.  13164,  Northwestern  Traffic  &  Service  Bureau,  Inc., 
vs.  Missouri  Pacific  et  al.,  on  a  holding  that  a  carload  of  soft 
coal  from  Zeigler,  111.,  to  Hitchcock,  S.  D.,  while  misrouted,  had 
not  been  shown  to  have  caused  damage  to  the  subscriber  to  the 
services  of  the  bureau  in  whose  behalf  the  complaint  was 
brought.  Fuller  said  the  receiver  of  the  coal,  instead  of  having 
been  damaged  by  the  misrouting,  was  benefited,  because  it  moved 
over  a  cheaper  route  than  had  been  designated  by  the  shipper. 


EXPORT  TRAFFIC  FREE  TIME 

Dismissal  has  been  recommended  by  Examiner  P.  F.  Gault 
for  No.  13294,  Pacific  Grain  Co.  vs.  Director-General  and 
Oregon-Washington  Railroad  &  Navigation  Co.  on  a  holding 


that  the  tariff  rule  governing  the  free  time  accorded  export 
traffic  at  Albina,  Ore.,  in  September  and  October,  1918,  and  the 
demurrage  charges  assessed  on  a  large  number  of  cars  of  grain, 
shipped  from  eastern  Washington  points  and  elsewhere  to  Albina, 
were  not  unreasonable. 


IRON   ORE  TO  CARONDELET 

A  recommendation  that  rates  on  iron  ore  from  Michigan 
and  Wisconsin  prescribed  for  traffic  moving  to  Granite  City, 
Ills.,  be  also  prescribed  for  that  part  of  St.  Louis  known  as 
Carondelet,  has  been  made  by  Examiner  Myron  Witters,  in  a 
tentative  report  on  No.  13288,  Mississippi  Valley  Iron  Company 
vs.  Chicago  &  North  Western  et  al.  The  rates  recommended 
are  |3.25  from  Ironwood,  Mich.,  and  $2.35  from  Baraboo,  Wis., 
together  with  reparation  to  the  basis  of  the  rates  mentioned 
on  shipments  between  August  26,  1920,  and  July  7,  1921.  The 
rates  assessed"  were  $4.05  from  Ironwood  and  $2.835  from 
Baraboo.  The  basis  recommended  in  this  case  was  prescribed 
in  St.  Txjuis  Coke  &  Chemical  Co.  vs.  A.  &  S.  R.  R.  Co.,  62 
I.  C.  C.  194.  In  that  case  the  carriers,  according  to  Witters' 
report,  practically  confessed  the  rates  they  established  under 
the  permission  given  in  Ex  Parte  74  were  unreasonable  and 
suggested  the  rates  which  are  now  recommended  for  extension 
to  the  west  bank  of  the  Mississippi. 


RATE    ON    CRUDE    RUBBER 

Examiner  J.  O.  Cassidy  has  recommended  the  dismissal  of 
No.  12797,  Firestone  Tire  &  Rubber  Co.  vs.  Director-General,  as 
agent,  on  a  holding  that  a  rate  of  $1.565  on  216  carloads  of 
crude  rubber,  from  Pacific  coast  ports,  to  Akron  and  Barberton, 
O.,  in  the  period  between  July  1,  1918,  and  May  29,  1919,  was 
not  unreasonable.  The  complainant  asked  for  reparation  down 
to  the  basis  of  a  rate  of  $1  established  May  29,  1919.  That  rate 
was  established  when  competition  through  the  ports  began  hav- 
ing an  effect  on  the  American  railroad  rates.  The  complainant 
suggested  it  would  have  been  the  reasonable  rate  for  use 
throughout  the  time  the  domestic  rate,  which  came  into  effect 
when  the  import  rate  of  75  cents  was  canceled,  was  in  operation. 
Cassidy  said  the  subsequently  established  rate  of  $1  was  not 
to  be  taken  as  evidence  of  the  unreasonableness  of  the  higher 
rate  collected  when  there  was  no  competition  between  the  ports, 
as  an  attempt  was  being  made  to  equalize  east  and  west  bound 
traffic. 


RATE  ON  CAMPHOR  OIL 

Coming  to  the  Commission  for  relief  from  what  it  consid- 
ered an  unreasonable  class  rate  of  $2.315  on  brown  camphor 
oil  from  San  Francisco  to  Dela wanna,  N.  J.,  Examiner  Leo  J. 
Flynn,  in  a  tentative  report  on  No.  13031,  Antoine  Chiris  Co. 
vs.  Director-General,  Southern  Pacific  et  al.,  has  recommended 
that  the  complainant  be  sent  from  the  Commission  with  a  hold- 
ing that  not  only  was  the  rate  of  $2.315  not  unreasonable,  but 
that  the  properly  applicable  rate  was  second  class  of  $4  and 
that,  therefore,  the  shipments,  two  carloads,  made  in  December, 
1918,  were  undercharged.  The  complainant  asked  for  repara- 
tion to  the  basis  of  the  subsequently  established  rate  of  $1.50. 
The  case  grew  out  of  the  cancellation  of  import  rates  in  June, 
1918.  The  camphor  oil  moved  under  the  commodity  rate  ap- 
plicable on  drugs  and  chemicals.  Flynn  said  it  should  have 
borne  the  second  class  rate  because  there  was  no  domestic 
commodity  rate  on  brown  camphor  oil  from  San  Francisco  to 
be  used  in  lieu  of  the  canceled  import  rate  and  that  therefore 
the  class  rate  was  applicable. 


MISROUTING  OF  COKE 

Examiner  Burton  Fuller  has  recommended  the  dismissal  of 
No.  13167,  Northwestern  Traffic  and  Service  Bureau,  Inc.,  vs. 
Chicago,  Terre  Haute  &  Southeastern  et  al.,  on  a  holding  that  a 
carload  of  nut  coke  from  Terre  Haute,  Ind.,  to  Onslow,  la.,  in 
December,  1920,  had  not  been  misrouted. 


RATES  ON  STONEWARE 

Reparation  on  a  finding  of  unreasonable  charges  has  been 
recommended  by  Examiner  H.  J.  Wagner  in  a  report  on  No.  12985, 
Norman  H.  Schlieper  vs.  Southern  Pacific  et  al.  The  traffic  in- 
volved was  a  carload  of  stoneware  water  filters  from  Los  An- 
geles, Cal.,  to  Pueblo,  Colo.,  in  March,  1921.  The  stuff  was  billed 
as  stoneware,  but  at  destination  the  billing  was  changed  to  read 
water  filters  stoneware,  and  a  rate  of  $4.065  was  collected,  in- 
stead of  the  stoneware  rate  of  $1.675.  The  complainant  showed 
that  if  the  filters  had  been  taken  apart  and  shipped  separately 
the  charges  would  have  been,  at  carload  and  less  than  carload, 
$665.78  less  than  those  collected.  The  examiner  said  the  charges 
should  have  been  at  fourth  class  $2.50  per  100,  which  was  ap- 
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plicable  on  water  niters,  stoneware.  In  boxes  or  crates. 
Biters  In  this  case  were  packed  in  bulk  in  straw. 


The 


UNLOADING  OF  STEEL   PLATE 

\n  order  of  dismissal  has  been  recommended  by  Examiner 
J.  Leo  Flynn  in  a  tentative  report  on  No.  13039,  Hidalgo  Steel  Co. 
vs.  Pennsylvania,  on  a  holding  that  charges  collected  on  33  car- 
loads of  steel  plates  for  export,  from  Ivy  Rock,  Pa.,  to  Philadel- 
phia, reconslgned  to  Jersey  City,  in  May,  1920,  were  not  unrea- 
sonable or  otherwise  unlawful.  The  cars  could  not  be  un- 
loaded at  either  New  York  or  Philadelphia  on  account  of  the 
water  front  strike.  The  carriers  collected  demurrage  and  do- 
mestic rates  for  the  movements  after  arrival  at  the  first  port, 
while  the  complainant  was  trying  to  find  a  place  where  the  steel 
could  be  put  into  a  ship. 


RATES  ON   CEMENT 

Examiner  E.  L.  Gaddess,  in  a  report  on  13260,  Gila  Water 
Company  et  al.  vs.  Arizona  Eastern  et  al..  recommended  that 
reparation  made  on  cement  from  Crestmore,  Calif.,  to  Hassay- 
ampa.  Ariz.,  he  made  on  the  basis  of  the  rates  found  reasonable 
in  Arizona  Corporation  Commission  et  al.  vs.  Arizona  Eastern 
et  al.  (64  I.  C.  C.  758).  The  complaint  alleged  the  rates  on 
cement  between  the  points  named  were  in  violation  of  the  first 
three  sections  of  the  interstate  commerce  law. 


RATES  ON   SUGAR 

A  recommendation  that  reparation  be  ordered,  on  account 
of  unreasonable  rates  on  sugar,  has  been  made  by  Examiner 
J.  B.  Keeler,  in  a  report  on  No.  13200,  Wilson  ft  Co.,  Inc.,  vs. 
Director-General,  as  agent.  He  said  the  Commission  should 
hold  as  unreasonable  rates  on  sugar  to  Chicago  because  they 
exceeded  62  cents  from  Price,  Utah,  and  47  cents  from  Pueblo, 
Colo.  The  shipments  In  question  were  made  in  the  fall  of  1919. 


CHARGES   FOR   STORAGE 

Examiner  J.  P.  McGrath  has  recommended  the  dismissal 
of  No.  13179.  Vim  Motor  Truck  Co.  vs.  Director-General,  as 
agent,  on  a  holding  that  storage  charges  on  four  carloads  of 
automobile  delivery  trucks  at  Pittsburgh,  in  March,  1918,  were 
not  unreasonable  or  otherwise  unlawful. 


CHARGES  ON  WATER  IN  TANK  CARS 
An  award  of  reparation  has  been  advised  by  Examiner  E. 
I*  Gaddess,  In  a  report  on  No. 13253.  Premier  Coal  Co.  et  al.  vs. 
Director-General  and  Union  Pacific,  on  a  holding  that  charges 
on  water.  In  tank  cars,  from  Point  of  Rocks.  Rock  Springs,  and 
Green  River,  Wyo.,  to  Superior.  Wyo.,  during  federal  control 
were  unreasonable  to  the  extent  they  exceeded  $9  per  car  from 
Point  of  Rocks,  $11.50  from  Rock  Springs  and  $14  from  Green 
River. 


REFRIGERATION    ON    PEARS 

Examiner  John  A.  McQuillan  has  recommended  the  dis- 
missal of  No.  13060,  Ignatius  L.  Lutz  vs.  Chicago,  Rock  Island  ft 
Pacific,  et  al.,  on  a  holding  that  refrigeration  charges  on  a  car- 
load of  pears  from  Cobden.  111?.,  to  Mankato.  Kan*.,  In  Septem- 
ber, 1920.  were  neither  unreasonable  nor  Illegal. 


RATES  ON  COAL,  LA  MARSH  TO  CHICAGO 
An  order  of  dismissal,  for  lack  of  Jurisdiction,  has  been 
recommended  by  Examiner  John  A.  McQuillan  as  to  No.  13991. 
M.  E.  Cue  Coal  Company  et  al.  vs.  C.  B.  ft.  Q.  et  al.  The 
complaint  alleged  the  imposition  of  unreasonable,  unjustly  dis- 
criminatory and  unduly  prejudicial  rates  on  coal,  from  LaMarsh 


tion  as  to  rates  on  glass  bottle  fittings,  from  Reading,  O.,  to 
points  in  Kentucky,  near  Cincinnati,  in  the  period  between  June 
25,  1918,  and  October  16,  1919.  The  shipments  came  under  the 
$15  per  car  minimum  rule  of  the  Director-General.  The  exami- 
ner said  the  Commission  should  hold  the  charges  were  unreason- 
able to  the  extent  they  exceeded  50  cents  per  ton,  minimum 
20  tons. 


RATE  ON    BRASS 

Examiner  Burton  Fuller  has  recommended  the  dismissal 
of  No.  13195,  Western  Cartridge  Co.  vs.  Director-General,  Big 
Four,  et  al.,  on  a  holding  that  the  rate  charged  on  brass,  carloads, 
from  Bridgeport,  Conn.,  and  Lowell,  Mass.,  to  East  Alton,  Ills., 
was  applicable  and  not  unreasonable. 


RATING    ON    VATS 

An  order  of  dismissal  has  been  recommended  by  Examiner 
John  H.  Howell  as  to  No.  13192,  Lucas  E.  Moore  Stave  Co.  vs. 
A.  T.  &  S.  F.,  Director-General,  et  al..  his  idea  being  that  the 
complainant's  shipments  of  85  carloads  of  wooden  containers, 
called  In  the  report  casks,  from  New  Orleans  to  St.  Paul  and 
South  St.  Paul  in  May  and  June,  1919.  were  properly  called  vats, 
on  which  a  second  class  rating  of  $1.19  was  applied  and  that 
that  rate  was  not  unreasonable.  The  casks  or  vats  in  question 
are  used  in  meat  packing  plants  for  the  curing  of  meats. 


RATES  ON    FEED   MATERIALS 

Am  award  on  account  of  unreasonable  charges  has  been 
recommended  by  Examiner  J.  Edgar  Smith  in  a  report  on  No. 
12996,  John  W.  Eshelman  &  Sons  et  a),  vs.  Arkansas  Central 
et  al.  Reparation  was  the  only  issue.  The  prior  question  was 
as  to  whether  the  rates  on  raw  materials  in  and  the  finished 
product  out,  of  Lancaster  and  York,  Pa.,  used  in  the  production 
of  feeds  for  live  stock  and  poultry  were  unreasonable.  The 
carriers  have  established  transit  rules  which  satisfy  the  com- 
plainants. The  examiner  said  the  Commission  should  hold  the 
prior  rates,  rules,  and  practices  unreasonable,  for  the  period 
between  March  1,  1920,  and  January  3,  1922,  and  award  repara- 
tion. 


RATES    ON    PAPER 

Examiner  Howard  Hosmer  has  recommended  the  dismissal 
of  No.  12986.  Wisconsin  Traffic  Association  vs.  Algonia  Central 
ft  Hudson  Bay  et  a).,  on  a  holding  that  the  complaint  assailing 
rates  on  printing  and  wrapping  paper  from  manufacturing  points 
In  Wisconsin  to  destinations  In  Wisconsin.  Illinois  and  Iowa 
was  found  to  relate  to  rates  which  are  subject  to  the  Commis- 
sion's order  In  Minnesota  &  Ontario  Paper  Co.  vs.  Northern 
Pacific.  66  I.  C.  C.  571. 


RATES  ON   MONUMENTS 

In  a  tentative  report  on  No.  12556.  J.  F.  Bloom  &  Co.  vs. 
Director-General.  Montpeller  ft  Well  River  et  al..  Examiner  J. 
Edgar  Smith  has  recommended  a  holding  that  the  rates  on 
gnmlte  monuments,  from  1917  to  1919,  both  inclusive,  from 
Barre  and  South  Ryegate,  Vt.,  to  Chicago,  Chicago  rate  points 
and  to  Mississippi  River  crossings,  were  not  unreasonable  or 
otherwise  unlawful.  He  said  the  through  rate  on  one  carload 
of  granite  from  Mt.  Airy,  N.  C.,  to  Lander,  Wyo.,  shipped  June 
7.  1917.  resulted  In  an  overcharge,  which  the  Commission  should 
order  refunded. 


JURISDICTION    OVER    STORAGE    CHARGES 

Examiner  J.  P.  McGrath  has  advised  the  Commission  to  dis- 

cnminmiory  mna  unuuiy  prejudicial  rmiei  on  COBI,  irom  unmmnu          .       K       •,,,,,<;    -g,    p    Phllllna  *•   <?nn«  To    VH    Tlnatrm   fr  Albany 

to  Chicago,  between  June  1   and  August  31.  1920.  which  «m*--*J"  £S'd/n«  th  aT'the  c£™    fsMonhw  notTurlsd'Xr Tover  the 
.N..  >t.~  ->T,H  „»  fo^.^,1  ,,nn>,ni     TK.      ~r.ini«<  -  ,.  Ko.oH  ..twin-    «•  *  Holding  that  tup  <_ ommisHion  nas  not  jurisdiction  over  me 


after  the  end  of  federal  control.  The  complaint  was  based  upon 
the  assumption  that  section  208  (a)  of  the  transportation  act 
conferred  Jurisdiction  on  the  Commission  to  hear  complaints 
against  IntraMate  rates  during  the  guaranty  period.  The  ques- 
tion as  to  that  Jurisdiction  was  answered  In  the  negative  by  the 
Commission's  conference  ruling,  dated  March  13.  but  not  made 
public  until  about  a  month  later  (Traffic  World.  April  22.  p.  866). 
The  examiner  said  no  showing  had  been  made  that  the  rates 
were  unreasonable,  unjustly  discriminatory,  or  unduly  prejudi- 
cial In  comparison  with  any  Interstate  rates. 


storage  charges  collected  at  East  Boston,  Mass.,  on  seventeen 
carloads  of  steel  billets  shipped  In  June  and  July,  1920,  from 
Mystic  Wharf.  Boston,  whither  it  had  been  sent  for  export,  and 
reshlpped  to  Danversport,  Mass.  The  examiner  said  the  com- 
plaint was  filed  on  the  erroneous  assumption  the  Commission 
has  Jurisdiction  over  Intrastate  rates  In  the  guaranty  period. 


COTTONSEED,    MEMPHIS   TO   WEBB 

Examiner  F.  W.  McM.  Wood  row  has  recommended  the  dis- 
missal of  No.  13037.  Webb-Sumner  Oil  Mill  vs.  Director-General. 
Rock  Island,  et  al.  on  a  holding  that  rates  on  cottonseed,  in  car- 
loads, from  Memphis.  Tenn..  to  Webb,  Miss.,  in  1918,  1919.  and 
1920,  had  not  been  shown  to  have  been  unreasonable  or  other- 
wine  unlawful. 


RATES   ON    GLASS    BOTTLE    FITTINGS 
Examiner  John    A.    McQuillan.   In   a   report   on   No.   13020, 
Nlvixlon-Welnkopf    vs.    Director-General,    as    agent,    has    recom- 
mended a  holding  of  unreasonableness  and  an  award  of  repara- 


EXPRESS  RATES  ON  STRAWBERRIES 
Assistant  Chief  Examiner  Ulysses  Butler  and  Special  Ex- 
aminer John  C.  Roth.  In  a  tentative  report  on  No.  12893,  have 
advised  discontinuance  of  the  proceeding  initiated  by  the  Com- 
mission to  determine  whether  the  express  facilities  and  rates 
on  strawberries  from  Florida  were  adequate  and  reasonable. 
Their  report  also  covers  No.  12981,  Railroad  Commissioners  of 
the  State  of  Florida  vs.  American  Railway  Express  Co.  The 
examiner  said  the  Commission  should  hold  the  complainants 
had  failed  to  show  the  present  facilities  for  transporting  straw- 
berries from  Florida  and  North  Carolina  were  not  reasonably 
adapted  to  meet  the  requirements  of  the  traffic.  They  recom- 
mended a  holding  that  the  complainants  had  not  shown  the 
failure  of  the  express  company  to  provide  carload  refrigerator 
express  service  from  Florida  had  resulted  In  undue  preference 
for  Ixwlslana  shippers;  also  that  the  complainants  had  failed  to 
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show  the  rates  were  unreasonable.    The  examiners  also  recom- 
mended dismissal  of  the  formal   complaint. 


RATES  ON   SULPHITE   PULP 

Examiner  J.  Edgar  Smith  has  recommended  the  dismissal 
of  No.  13218,  International  Paper  Co.  vs.  Maine  Central  et  al., 
on  a  holding  that  the  rates  on  sulphite  pulp,  in  effect  In  May 
and  September,  1920,  from  Rumford,  Me.,  to  Brownsville,  N.  Y., 
over  a  route  designated  by  the  shipper,  via  the  Grand  Trunk 
of  Canada,  were  not  unjust,  unreasonable  or  unduly  prejudicial. 


RATE   ON    IRON   ORE 

Examiner  John  T.  Money  has  advised  the  Commission  to 
dismiss  No.  12919,  Sligo  Furnace  Co.  vs.  C.  &  N.  W.  et  al.,  on 
a  holding  that  the  rate  of  $5.20  per  gross  ton  on  iron  ore,  from 
Wakefleld,  Mich.,  to  Sligo,  Mo.,  between  August  26  and  November 
30,  1920,  both  inclusive,  was  not  unreasonable.  The  contention 
was  that  it  was  unreasonable  to  the  extent  it  exceeded  $5.10, 
the  subsequently  established  rate.  It  contended  the  $5.20  rate 
was  not  right,  because,  in  the  execution  of  General  Order  No. 
28,  the  carriers  had  inflated  the  combination  10  cents  more  than 
authorized. 


CAR    DETENTION    RULE 

The  rule  for  car  detention  prescribed  by  the  Commission 
in  the  Birmingham  Southern  case,  61  I.  C.  C.  51,  would  not  be 
reasonable,  Examiner  F.  P.  Gault  thinks,  for  application  to  the 
Valley  &  Siletz  Railroad  Company.  Therefore,  he  has  recom- 
mended, in  a  tentative  report  on  No.  13118,  Valle  &  Siletz  Rail- 
road Company  vs.  Southern  Pacific,  that  common  carrier  should 
be  treated  as  all  other  common  carriers,  namely,  per  diem  on 
cars  furnished  by  the  Southern  Pacific  under  the  general  rules 
and  demurrage  from  shippers  that  detain  them,  with  monthly 
settlements  on  that  basis  between  the  two  carriers,  one  of  which 
is  owned,  in  so  far.  as  stock  is  concerned,  by  lumber  interests. 
There  is  no  opportunity,  according  to  Gault,  for  working  the 
reclaim  part  of  the  arrangement  for  the  benetfi  of  the  pro- 
prietary interest,  hence  his  recommendation. 


OCEAN  RATE  WAR 

The   Traffic   World   Washington  Bureau 

The  Shipping  Board  late  April  24  ordered  slashes  in  passen- 
ger rates  from  New  York  to  South  American  ports  as  the  result 
of  a  rate  war  which  it  declared  in  effect  was  unfairly  started 
by  the  Lamport  &  Holt  line,  which  operates  under  the  British 
flag,  to  drive  American  flag  ships  out  of  the  South  American 
trade. 

The  Shipping  Board,  through  Chairman  Lasker,  announced 
rates  $10  to  $20  per  passenger  lower  than  the  cut  rates  put  in  by 
the  British  line.  Explaining  the  situation,  Chairman  Lasker 
said: 

We  have  this  afternoon  been  notified  that  new  passenger  rates 
have  been  put  into  effect  in  the  South  American  passenger  trade  from 
New  York  by  Lamport  &  Holt. 

Only  two  passenger  lines  run  from  New  York  to  South  America, 
to-wit:  the  United  States  Shipping  Board  boats,  operated  by  the  Mun- 
aon  Line,  and  the  ships  operated  by  Lamport  &  Holt.  The  United 


States  Shipping  Board  ships,  of  course,  are  American  flag  ships;  Lam- 
port &  Holt  i 
flag. 


are  a  British  concern  and  their  ships  are  under  the  British 


Both  Lamport  &  Holt  and  ourselves  have  known  for  some  time 
that  the  passenger  rates  needed  readjustment.  We  were,  in  fact, 
working  on  a  new  schedule  of  rates  which  we  expected  to  take  up  with 
Lamport  &  Holt,  and  it  had  been  our  thought  that  in  the  newly  ad- 
Justed  rates  we  would  come  to  a  proper  understanding,  as  is  custom- 
ary in  the  shipping  world,  where  rates  are  arrived  at  by  agreement 
between  lines  running  from  port  to  port  and  are  uniform,  the  same  as 
is  the  case  with  railways. 

Out  of  a  clear  sky  today  Lamport  &  Holt  announce  new  rates. 
They  announce  these  rates  without  consulting  us,  in  spite  of  the  fact 
that  we  have,  up  until  this  time,  been  working  together  most  har- 
moniously, and  in  spite  of  the  fact  that  they  knew  that  proper 
adjustment  was  about  to  be  made.  The  manner  in  which  they  cut  the 
rates  shows  that  the  cut  was  not  intended  as  merely  a  readjustment  of 
rates,  but  was  made  in  such  a  way  as  to  attempt  to  discourage  us 
in  our  operations. 

While  we  were  about  to  adjust  the  rates,  the  new  rates  so  pre- 
cipitately offered  by  Lamport  &  Holt  do  not  constitute  merely  an  ad- 
justment, they  are,  in  fact,  a  cut  that  is  a  declaration  of  war. 

The  rates  announced  by  Lamport  &  Holt  reduce  the  fare  from  New 
York  to  Rio  de  Janeiro  from  $415  to  $315;  from  New  York  to  Monte- 
video from  $475  to  $360;  from  New  York  to  Buenos  Aires  from  $490 
to  $370,  and  the  northbound  rates  are  reduced  in  proportion. 

We  can  take  the  action  as  nothing  but  an  unfriendly  one  in- 
tended to  cripple  the  American  merchant  marine  and  its  establish- 
ment of  the  first  high-class  services  under  the  American  flag  between 
North  and  South  America.  The  whole  action  in  cutting  the  rates  with- 
out conference  with  us,  when  we  admit  they  should  have  been  ad- 
justed, where  we  have  been  working  so  friendly,  can  only  be  interpreted 
as  a  declaration  of  war  in  this  trade. 

Lamport  &  Holt  run  one  ship,  the  Van  Dyke,  which  Is  comparable 
to  the  four  exquisite  ships  which  we  are  now  operating  through  the 
Munson  Line.  Their  other  three  ships  are  inferior  ships,  both  as  to 
speed  and  accommodations,  and  are  in  no  wise  comparable  to  the  Van 
Dyke  or  the  four  ships  operated  for  the  United  States  by  the  Mun- 
son Line. 

The  basis  of  the  reason  for  their  cutting  Is,  they  claim,  that  their 
ships,  save  one,  are  Inferior;  but  if  the  Shipping  Board  does  not  meet 
the  cut  In  kind  the  working  out  of  it  would  be  that  British-flag  ships 
would  carry  the  trade,  and  the  dream  of  the  United  States  for  an 
American-flag  line  between  North  and  South  America,  which  we  now 


have  represented  by  such  wonderful  ships,  would  be  permanently 
made  unprofitable  and  discouraging. 

In  the  month  of  June,  we  understand.  Lamport  &  Holt  are  with- 
drawing their  ships  entirely  and  putting  them  in  the  profitable  trans- 
Atlantic  trade— they  only  run  two  ships  a  month.  Thus,  if  we  at 
all  meet  their  rate  they  want  to  put  the  burden  of  loss  on  us  while 
they  are  profitably  running  their  ships  in  the  North  Atlantic. 

We  believe  that  the  four  splendid  ships  now  plying  regularly  be- 
tween North  and  South  America  under  the  American  flag  are  the 
forerunner  to  closer,  relations,  better  relations  and  expanding  trade  be- 
tween the  United  States  and  South  America;  and  in  order  that  there 
may  be  no  misunderstanding,  so  far  as  this  government  is  concerned.' 
that,  so  long  as  it  operates  its  ships,  it  will  keep  the  flag  flying  and 
these  splendid  accommodations  going,  the  Shipping  Board  not  only 
meets  Lamport  &  Holt's  rates  that  they  make  on  their  inferior  ships, 
but  announces  rates,  effective  at  once,  of  $295  to  Rio  de  Janeiro,  $345 
to  Montevideo  and  $360  to  Buenos  Aires.  The  round  trip  rate  at  pres- 
ent is  approximately  $800.  Of  course,  it  was  always  contemplated 
that  a  lower  round  trip  rate  would  be  made,  beginning  in  July,  be- 
cause of  the  exposition  in  Rio.  Lamport  &  Holt  announce  for  their 
inferior  ships  a  round  trip  rate  of  $500,  beginning  July  first.  Be- 
ginning that  date,  the  Shipping  Board,  on  Its  magnificent  ships,  an- 
nounces a  round  trip  rate  of  $450. 

The  Shipping  Board  wishes  to  make  it  clear  that  we  did  not  seek 
this  thing;  that  we  were  in  friendly  relations  with  Lamport  &  Holt, 
and  that  we  want  to  keep  in  friendly  relations  with  the  privately  owned 
ships  of  every  flag.  But  we  believe  that  this  may  be  a  test  fight  in 
all  the  oceans,  as  to  whether  America  is  to  continue  expanding  its 
merchant  marine  and  maintaining  it,  and  we  are  prepared  to  meet 
the  fight  at  every  point  for  any  length  of  time  as  we  are  meeting  this 
one.  We  had  expected  to  greatly  reduce  the  rate,  and  we  hope  that 
with  the  superior  service  we  have,  as  admitted  by  Lamport  &  Holt, 
and  at  the  lower  rates  that  we  give,  the  trade  will  be  so  encouraged 
.that  our  net  showing  will  be  better  than  before,  and  that  increasing 
numbers  of  Americans  will  get  acquainted  with  South  America.  Our 
hat  is  in  the  ring,  and  we  are  going  to  stick  as  long  as  necessary  to 
insure  the  position  of  American-flag  ships  between  North  and  South 
America. 

The  four  ships  operated  by  the  Munson  Line  are  the  Pan-America, 
Western  World,  Southern  Cross  and  the  American  Legion. 

The  Lamport  &  Holt  Line,  replying  to  Chairman  Lasker's 
statement,  said  it  had  no  intention  of  driving  American  flag  ships 
from  the  South  American  service. 

"It  has  been  stated  by  you  and  others,"  the  statement  said, 
"that  we  are  withdrawing  certain  of  our  steamers  to  engage  in 
more  profitable  trade  and  that  if  it  were  not  for  American 
steamers  there  would  be  no  mail  and  passenger  service  to  South 
America.  Permit  me  to  say  this  is  putting  effect  before  cause. 

"The  South  Ameican  berth  has  been  so  overtonnaged  that 
there  is  no  necessity  for  a  number  of  steamers  to  make  useless 
voyages. 

"You  will  be  aware  that  80  per  cent  of  all  the  passenger 
accommodations  offered  in  this  trade,  both  by  government 
steamers  and  our  own,  are  going  vacant.  We  never  have  sought 
and  do  not  seek  any  rate  war,  our  desire  being  to  co-operate 
on  any  fair  basis  with  your  board." 

Chairman  Lasker,  replying  to  the  statement  of  Lamport  & 
Holt,  said  the  line  had  shown  no  evidence  of  a  wish  to  cooperate 
with  the  board  in  the  matter  of  cargo  rates.  He  said  Vice- 
President  Love  had  met  only  with  rebuffs  in  his  efforts  to  meet 
the  line  on  fair  and  equitable  grounds.  He  said  the  board  could 
not  feel  otherwise  than  that  the  purpose  of  the  rate  cuts  was 
to  drive  the  American  ships  out  of  the  South  American  service. 
The  chairman  said  the  ships  under  the  American  flag  to  South 
American  ports  were  in  service  as  the  result  of  the  mandate  in 
the  Jones'  act  requiring  the  board  to  establish  such  services. 
He  said  the  board  stood  willing  to  meet  the  company  and  discuss 
the  situation  and  that  he  would  discuss  the  matter  no  further 
in  the  press. 


FARMERS  FOR  SHIP  SUBSIDY 

The  Traffic  World   Washington  Bureau 

The  American  Farm  Bureau  Federation  has  lined  up  for 
President  Harding's  ship  subsidy  program,  according  to  a  state- 
ment issued  by  A.  D.  Lasker,  chairman  of  the  Shipping  Board, 
this  week.  The  statement  contained  a  telegram  from  J.  R. 
Howard,  president  of  the  American  Farm  Bureau  Federation,  to 
President  Harding,  as  follows: 

While  American  Farm  Bureau  is  opposed  to  any  subsidy  on  prin-  ! 
ciple  we  realize  the  necessity  for  developing  American  Merchant 
Marine  as  naval  auxiliary  and  as  agent  in  development  of  foreign 
trade.  ,We  approve  aid  temporarily  until  our  flag  can  be  established 
on  high  seas  but  no  longer.  Subsidies,  like  tariffs,  should  be  flexible 
and  not  continue  after  industry  becomes  self-supporting.  If  subsidy 
be  supported  on  naval  grounds  it  is  essential  that  merchant  ship's 
be  available  and  used  for  training  of  naval  reserve. 

Commenting  on  this  statement,  Chairman  Lasker  said: 

Nothing  more  important  could  have  happened  than  this  which 
marks  the  end  of  fifty  years'  opposition  by  the  farmer,  and  to  me 
the  great  encouragement  is  it  endorses  what  the  President  says  that 
today,  no  one  has  a  greater  interest  In  the  establishment  of  the 
American  merchant  marine  than  the  American  farmer. 

The  Administration  and  the  Shipping  Board  fully  agree  with 
Mr.  Howard  that  aid  should  only  exist  until  the  flag  is  established 
on  the  high  seas. 

Chairman  Lasker  said,  although  the  naval  reserve  section 
would  be  dropped  from  the  subsidy  bill,  the  same  end  would 
be  accomplished  by  another  bill  and  that  this  was  satisfactory 
to  the  Farm  Bureau. 
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SHIP  SUBSIDY  HEARING 

Tkt   Trmff   World   W<uki*gton  Buratt 

Itewaaf,  of  the  Cincinnati  Chamber  of  Commerce 
asjd  chairman  of  the  Middle  West  Merchant  Marine  Committee, 
ssjflial  the  committee  to  """ly*  the  bill,  so  as  to  provide  for 
••elation  of  the  established  boat  lines  by  the  Shipping  Board 
for  a  period  of  five  years.  He  said  the  people  of  the  middle 
west  had  suffered  millions  of  dollars  of  loss  by  congestion  in 
the  north  Atlantic  ports,  and  that  establishment  of  Shipping 
Board  routes,  from  Gulf  and  south  Atlantic  ports,  had  furnished 
relief.  He  spoke  particularly  for  retention  of  operation  of  ves- 
sels from  those  ports  by  the  board.  He  said: 

These  trade  routes  justified  their  existence  last  year,  a  most 
crucial  year,  because  the  ngures  show  that  our  exports  were  two 
billions  greater  than  those  of  England,  our  nearest  rival.  This  was 
largely  Because  we  were  not  wholly  dependent  upon  foreign  ships. 
Prior  to  the  war.  South  America  bought  most  of  Its  goods  in  Europe 
and  why?  Because  a  man  wanting  to  reach  the  United  States  had 
to  go  first  to  Hamburg,  or  Southampton  or  Liverpool  before  he  could 
come  to  New  York.  It  was  only  natural  when  he  was  there  he 
bought  In  that  market.  That  thing  Is  rapidly  being  changed  now 
that  we  have  ships  able  to  make  deliveries  and  maintain  regular 
services. 

In  the  past  the  south  and  middle  west  have  been  antagonistic 
to  the  Idea  of  a  ship  subsidy,  because  they  feared  It  would  benefit 
only  a  small  group  of  ship  owning  citizens  In  the  east. 

Now  we  are  for  this  bill,  provided  It  has  such  safeguards  as  the 
committee  thinks  necessary  to  protect  the  country  as  a  whole.  If 
this  legislation  be  framed  to  hold  the  trade  routes  that  have  proved 
so  successful,  all  will  be  well.  We  don't  want  the  Shipping  Board 
to  stay  In  the  sipping  business  any  longer  than  Is  necessary  to  estab- 
lish these  routes  so  that  private  operators  may  run  thrni. 

Contending  that  direct  aid  for  the  merchant  marine  was 
necessary,  and  that  indirect  aid  would  not  be  sufficient,  Mr. 
Stewart  said: 

For  our  shipping  men  to  get  as  firmly  established  as  the  foreign 
shipping  companies  they  face  a  large  overhead  cost  for  some  time. 
Other  nations  have  run  their  shipping  at  a  loss  until  the  trade  has 
l>een  established.  Trade  does  not  come  before  service.  Service  makes 
•  n  a  railroad  is  first  laid  out  It  has  no  business — only 
potential  business.  Our  railroads  have  been  the  most  heavily  sub- 
sidised Industry-  In  the  country.  If  It  Is  right  to  subsidize  railroads 
to  develop  Interior  commerce.  It  certainly  Is  right  to  run  a  few  ship 
lines  for  a  limited  time  at  a  loss  to  build  up  foreign  commerce. 

Another  good  thing  about  our  American  ships  being  In  active 
service.  Is  the  fact  that  they  tend  to  equalise  freight  rates  on  a 
lower  basis.  The  Gulf  and  South  Atlantic  ports  were  handicapped 
In  the  last  war  to  a  most  pitiful  extent.  There  was  no  way  to  ship 
goods  except  over  •  ist  and  west  routes  and  this  caused 

frightful  congestion.  We  do  not  want  to  be  faced  with  millions  of 
tons  of  goods  that  cannot  be  moved  and  while  It  has  taken  a  long 
time  to  arouse  the  people.  I  believe  that  they  are  heart  and  soul  back 
of  this  merchant  marine  movement. 

Mathew  Hale,  president  of  the  South  Atlantic  States  Associa- 
tion, testifying  in  support  of  the  general  principles  of  the  pro- 
posed ship  subsidy  legislation,  said  he  did  not  think  a  subsidy 
costing  $100.000,000  a  year  would  be  unreasonable,  but  that  if 
anyone  suggested  $500,000,000  a  year  he  thought  that  such  a 
person  should  go  to  the  nearest  Insane  asylum.  He  said,  how- 

• .  he  did  not  think  the  subsidy  would  "come  that  high,"  re- 
ferring to  his  $100.000,000  Ogure. 

Both  direct  and  Indirect  aid  should  be  provided,  Mr.  Hale 
said,  because  If  the  indirect  aid  should  fall  short  there  would 
then  be  the  direct  aid  to  fall  back  on. 

An  American  merchant  marine,  he  said,  was  Just  as  vital  to 
tin-  welfare  of  Galveston,  Savannah  and  Charleston  as  to  the 
port  of  New  York. 

Urging  Immediate  action  on  the  subsidy  bill,  he  said  the 
most  Important  question  today  was  that  of  stabilization.  He  said 
no  constructive  plans  could  be  made  In  the  South  because  of  tbe 
lack  of  a  policy  on  the  merchant  marine.  He  said  sections  28 
and  34  of  the  Jones  act  had  been  held  up  and  that  the  resulting 
uncertainty  had  seriously  Jeopardized  the  interests  of  the  South. 

Mr.  Hale  declared  the  country  must  be  protected,  under  the 
subsidy  legislation,  against  a  "New  York  monopoly"  of  tbe  mer- 
chant marine  and  against  shipping  companies  of  tbe  north  Allan- 

ports  owning  the  services  from  the  south  Atlantic  and  Gulf 
ports.  He  said  If  that  were  not  taken  care  of  a  few  big  com- 
panies would  dominate  the  situation.  He  said  there  also  must  be 
protection  assuring  equal  port  treatment. 

Mr.  Hale  said  a  great  many  in  the  south  and  middle  west 
»••!••  worrying  because  they  feared  Congress  would  not  pass  the 
subsidy  bill  this  session. 

"There  would  not  be  a  greater  calamity  than  failure  to  pass 
this  bill  at  this  session,"  said  he.  "I  don't  know  what  will  hap- 
pen in  the  middle  west  unless  a  bill  containing  the  underlying 
principles  of  this  legislation  I*  passed  at  this  session." 

In  reply  to  a  question  by  Representative  Bankhead  of  Ala- 
bama. Mr.  Hale  said  he  would  heartily  oppose  tbe  bill  if  It  were 
contemplated  that  the  Shipping  Board  fleet  be  sold  In  bulk 
within  the  next  thirty  months  without  regard  to  continued  opera- 
tion of  the  vessels  in  the  establlnhed  trade  routes.  The  witness 
believed  tbe  routes  from  the  southern  ports  should  be  maintained 
by  the  Shipping  Board  until  arrangements  could  be  made  for 
private  companies  to  take  over  the  operation  of  the  vessels. 

Enactment  of  the  subsidy  bill,  he  believed,  would  Insure 
lower  frrlght  rates  on  farm  products.  Mr.  Bankhrad  suggested 
that  the  subsidy  might  !>••  costing  the  American  taxpayers  $100,- 


000,000  a  year  in  five  years.  Mr.  Hale  replied  to  the  effect  that 
even  If  the  cost  ran  that  high  he  would  regard  it  as  a  "negligible 
factor"  in  comparison  with  the  benefits  that  would  result  from 
the  subsidy. 

Inquiring  whether  such  legislation  would  be  popular  with 
the  American  people,  Mr.  Bankhead  asked  whether  the  "Esch- 
Cummins  law,"  which  he  said  provided  a  guaranty,  was  popular 
with  the  people.  Representative  White  of  Maine  said  he  was 
not  willing  to  admit  that  the  transportation  act  provided  a 
guaranty.  Mr.  Bankhead  believed  that  in  principle  there  was 
the  element  of  a  subsidy  in  the  transportation  act. 

"What  is  the  real  reason  why  section  28  has  not  been  en- 
forced?" asked  Mr.  Bankhead. 

Mr.  Hale  believed  the  reason  was  that  there  had  come  a 
cry  against  the  section  from  practically  every  port  in  the  coun- 
try and  that  nobody  knew  exactly  how  it  would  work.  He  ex- 
pressed the  hope,  however,  that  the  section  would  be  "worked 
out"  and  applied. 

Representative  Bland  of  Virginia  touched  on  the  Republican 
high  tariff  policy  and  raised  the  question  whether,  even  with 
a  subsidy,  the  merchant  marine  could  be  built  up  with  a  "high 
tariff  wall."  Mr.  Hale  said  the  high  tariff  would  act  as  a  curb 
on  foreign  trade,  and  he  indicated  he  was  not  in  sympathy  with 
that  policy. 

Mr.  Hale  said  immediate  action  on  the  subsidy  legislation 
was  necessary  because  after  the  bill  was  passed  it  would  be 
necessary  to  do  "a  tremendous  lot  of  missionary  work"  to  get 
the  people  of  the  interior  back  of  the  merchant  marine  and 
that  it  would  take  time  to  arrange  for  private  interests  to  take 
over  the  operation  of  the  government  vessels.  He  said  a  great 
many  people  worried  about  the  word  "subsidy"  and  that  he 
would  worry  about  it  unless  it  were  "propertly  protected."  He 
said  he  was  "suspicious"  of  the  new  Shipping  Board  when  it 
went  into  office  and  that  also  be  was  suspicious  of  the  New 
York  operators,  but  that  as  he  became  acquainted  with  the  pol- 
icy of  the  board  he  believed  it  intended  to  deal  fairly  with  all 
parts  of  the  country. 

"Foreign  Interests,"  he  said,  "want  nothing  better  than  that 
we  argue  as  to  methods  while  they  get  the  trade." 

Mr.  Hale  said  "we  lost  two  years"  because  two  Presidents 
refused  to  enforce  section  34  of  the  Jones  act. 

The  Milwaukee  Association  of  Commerce,  through  J.  J. 
Blommer,  traffic  secretary,  has  submitted  to  the  joint  committee 
a  statement  favoring  enactment  of  subsidy  legislation.  The  asso- 
ciation, through  Its  board  of  directors,  recently  passed  a  resolu- 
tion In  favor  of  "a  program  or  policy  to  encourage  American 
citizens  or  corporations  to  engage  in  shipping,  and  the  enact- 
ment of  such  legislation  which  will  make  it  possible  for  Ameri- 
can shipping  Interests  to  prosper,  and  to  repeal  such  laws  which 
now  make  it  almost  impossible  to  exist." 

"Milwaukee's  Interest  In  an  American  merchant  marine  is 
based  primarily  on  the  fact  that  we  believe  it  is  to  the  best 
interests  of  the  United  States  of  America,  and,  secondly,  because 
Milwaukee  and  Wisconsin  will  benefit  by  it,"  said  Mr.  Blommer. 

After  setting  forth  in  detail  the  varied  line  of  exports  of 
Milwaukee,  Mr.  Blommer  said: 

Tli.-  hope  of  Milwaukee's  and  Wisconsin's  future  development  lies 
in  her  ability  to  more  freely  use  the  lakes  and  channels  tributary  to 
them  for  Its  commerce,  especially  and  export,  to  avoid  the  congested 

htlons  In  both  the  Chicago  and  New  York  terminals,  and  It  Is  for 
that  reason  that  we  so  vehemently  desire  the  Great  Lakcs-St.  Law- 
rence deep  waterway. 

The  territory  tributary  to  the  Great  Lakes  Is  hampered  In  Its 
development  because  of  transportation  deficiencies,  and  we  entertain 
no  serious  hope  of  getting  any  transportation  relief  either  In  the  way 
of  Increased  facilities  or  reduced  transportation  costs,  except  through 
the  development  of  the  Inland  waterways  of  the  United  States,  and 
In  this  connection  we  feel  very  sanguine  that  the  matter  of  the  roer- 
rnarlne.  which  these  commltetes  are  at  the  present  time  con- 
r.  Is  of  vital  Importance  to  us  In  this  section  because  of  Its 
to  the  development  of  traffic  on  the  Great  Lakes  through  the 

Lawrence  waterway. 

We  need  an  outlet  to  the  sea.  and  when  we  have  that  outlet  we 
naturally  desire  that  American  ships  be  the  ones  that  shall  most 
largely  serve  our  ports.  Our  Interest  In  this  matter  of  an  American 
merchant  marine  Is  vital,  because  without  a  100  per  cent  American 
iiK-ri-hiiiit  marine  the  ports  of  the  Great  Lakes  will  never  be  able  to 
reach  the  development  they  should. 

The  Interest  of  the  middle  west  and  Mississippi  Valley  territory 
In  an  American  merchant  marine  Is  Inspired  by  the  fact  that  Hi. 
territory  west  of  Pittsburgh,  north  of  the  Arkansas-Tennessfo  lim' 
and  east  of  the  Rocky  mountains,  produces  40  per  cent  of  the  export 
commerce  of  this  country,  and  we  sincerely  trust  that  your  honorable 
committees  will  be  able  to  justify  our  contention  for  an  American 
merchant  marine  program  or  policy  to  encourage  American  cltliens 
or  corporations  to  engage  in  shipping,  by  enactment  of  such  legisla- 
tion which  will  make  It  possible  for  American  shipping  Interests  to 
prosper,  and  by  repealing  such  laws  which  now  mnkn  It  almost  Im- 
possible for  ilii-rn  In  exist. 

Brent  Urges  Amendment 

Amendment  of  subsection  C  of  paragraph  2  of  section  1  of 
the  interstate  commerce  act,  so  that  the  Interstate  Commerce 
Commission  would  not  have  Jurisdiction  over  port-to-port  propor- 
tional rates  of  carriers  by  water,  was  uged  before  the  Joint  com- 
mittee by  Theodore  Brent,  federal  manager  of  the  government 
barge  lines  on  the  Mississippi  and  Warrior  rivers. 

"We  want  to  get  under  the  Shipping  Board  and  not  under 
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the  Interstate  Commerce  Commission  on  this  particular  busi- 
ness," said  Mr.  Brent.  mMr" ---<&.  MBMT-^HW  •*  a«.  f- ' 

The  witness  said  he  did  not  come  to  discuss  the  subsidy 
bill,  but  that  he  was  particularly  interested  In  title  VIII  of  the 
measure,  the  sections  of  which  were  printed  in  The  Traffic  World 
of  March  11,  p.  550,  relating  to  rail  and  water  transportation. 

Mr.  Brent  explained  that  the  barge  line  operated  under  the 
jurisdiction  of  both  the  Interstate  Commerce  Commission  and  of 
the  Shipping  Board.  He  said: 

Its  Joint  traffic,  its  Joint  rates,  are  directly  under  the  control  of 
the  interstate  commerce  law;  its  all-water  rates  are  subject  to  the 
Jurisdiction  and  regulation  of  the  Shipping  Board.  This  section  801 
(under  title  VIII)  seeks  to  create  a  new  co-ordinating  body  which 
shall  be  a  body  made  up  of  members  of  both  the  Commission  and  the 
Shipping  Board  and  shall  have  certain  powers  of  recommendation  and 
also  of  execution  through  orders  of  either  or  both  boards.  Between 
the  two,  under  the  existing  law,  lies  a  debatable  ground  as  to  the 
Jurisdiction  of  one  or  both.  We  do  not  know  what  the  new  body  may 
bring;  we  do  know  that,  so  far  as  the  two  laws  today  are  concerned, 
there  is  more  or  less  opportunity  of  conflict. 

The  Interstate  Commerce  Commission  has  the  right  to  regulate 
our  Joint  rates  and  the  Shipping  Board  does  have  the  right  to  regulate 
our  port-to-port  rates.  We  must  flle  the  joint  rates  with  the  Inter- 
state Commerce  Commission;  we  must  flle  the  port-to-port  rates  with 
the  Shipping  Board. 

In  the  working  out  of  the  practical  application  of  the  law  we  find 
ourselves  at  the  present  time  somewhat  menaced  by  the  possibility  of 
transgressing  the  law  in  favor  of  the  one  body  by  adherence  to  the 
law  in  favor  of  the  other. 

Mr.  Brent  would  have  added  to  subsection  C  of  paragraph  2 
of  section  1  the  following  words:  "Or  publishes  proportional  rates 
and  uses  them  in  connection  with  traffic  having  origin  or  des- 
tination inland  beyond  such  limits,"  so  that  the  subsection  would 
read  as  follows: 

to  the  transportation  of  passengers  and  property  by  a  carrier  by  water, 
where  such  transportation  would  not  be  subject  to  the  provisions  of 
this  act  except  for  the  fact  that  such  carrier  absorbs  out  of  its  port- 
to-port  water  rates,  or  out  of  its  proportional  through  rates  any 
switching,  terminal,  lighterage,  car  rental,  trackage,  handling,  o'r 
other  charges  by  a  rail  carrier  for  service  within  the  switching,  dray- 
age,  lighterage  or  corporate  limits  of  a  port  terminal  or  district,  or 
publishes  proportional  rates  and  uses  them  in  connection  with  traffic 
having  origin  or  destination  inland  beyond  such  limits. 

Mr.  Brent  said  the  amendment  could  be  carried  as  a  part  of 
title  VIII  of  the  subsidy  bill. 

At  the  present  time,  he  said,  the  Mississippi- Warrior  service 
desires  to  establish  proportional  rates  in  connection  with 
ship  lines  operating  under  the  jurisdiction  of  the  Shipping  Board, 
between  St.  Louis,  for  instance,  and  Galveston,  for  the  purpose 
of  directing  traffic  by  water. 

"If  it  does  that,"  he  continued,  "the  Interstate  Commerce 
Commission  says  it  must  flle  those  rates  and  make  them  sub- 
ject to  its  jurisdiction,  a  thing  which  we  regard  the  law  as  not 
having  the  right  to  require.  We  cannot  have  joint  rates  because 
the  railroads  will  not  join  us  in  these  rates;  we  do  want  to  give 
the  public  the  benefit  of  lower  transportation  charges  by  water." 

Mr.  Brent  said  the  barge  lines  must  either  submit  to  the 
jurisdiction  of  the  Commission,  in  the  respect  outlined,  or  engage 
in  expensive  litigation,  and  that  therefore  he  was  appealing  for 
the  clarification  requested. 

Asked  what  the  contention  of  the  Commission  was  with  re- 
spect to  the  proportional  water  rates  referred  to,  Mr.  Brent  said: 

Their  contention  is  that  in  the  use  of  these  rates  in  the  drawing 
of  traffic  down  from  the  interior,  in  the  exchange  of  bills  of  lading 
by  the  agents  of  the  carrier,  that  that  constitutes  a  common  contr&l 
management  or  arrangement  for  continuous  carriage  and  shipment, 
which  brings  it  under  their  control.  We  do  not  think  there  is  any  com- 
monality of  purpose  in  it.  We  know  there  is  no  railroad  that  is  agree- 
ing with  us  to  permit  us  to  bring  freight  down  to  the  port  by  these 
means.  In  other  words,  we  are  drawing  traffic  down  to  the  ports 
without  the  railroads'  consent  and  without  a  joint  rate,  through  the 
use  of  proportional  rates.  There  is  no  common  purpose.  There  is  a 
public  purpose  to  do  it,  but  there  is  no  common  purpose  between  the 
water  and  rail  lines.  If  there  was  a  common  purpose  it  would  be 
evidenced  by  Joint  rates  filed  with  the  Interstate  Commerce  Commis- 
sion, but  the  railroad  does  not  want  us  to  bring  the  freight  to  the 
ports;  they  want  to  take  it  inland  by  their  own  long  hauls,  and  when 
we  draw  it  toward  the  ports  we  have  their  opposition.  We  must  flle 
proportional  rates  in  order  to  draw  it,  but  the  minute  we  flle  the 
proportional  rates  the  Commission  takes  jurisdiction  o£  the  traffic. 

"Why  don't  you  want  them  .to  have  jurisdiction?"  asked 
Representative  Free. 

"Because  we  don't  want  to  have  two  jurisdictions — one  is 
enough,"  he  replied. 

Chairman  Greene  said  he  did  not  think  the  committee  could 
determine  the  question  raised  by  Mr.  Brent  and  expressed  the 
view  that  the  interstate  commerce  committees  would  have  juris- 
diction of  the  matter.  Representatives  Bankhead  and  Davis  be- 
lieved the  joint  committee  would  have  jurisdiction  of  the  pro- 
posed amendment. 

Pressed  further,  by  Representative  Free,  for  the  real  reason 
why  Mr.  Brent  desired  to  be  under  the  regulation  of  the  Ship- 
ping Board  rather  than  the  Commission,  the  latter  replied: 

Because  the  regulation  of  port-to-port  rates  is  particularly  put  in 
the  Jurisdiction  of  the  Shipping  Board.  They  are  the  party  which  is 
making  a  study  of  water  rates.  The  Interstate  Commerce  Commis- 
sion's study  must  necessarily  have  regard  to  railways  and  rail  condi- 
tions. The  thing  which  we  are  doing,  let  me  say  frankly,  the  thing 
which  every  water  line  Is  doing  to  a  certain  extent  that  operates  along 
the  coast  is  drawing  traffic  away  from  the  long  hauls  of  the  railroads, 
Riving  the  railroads  a  short  haul,  taking  the  long  haul  for  the  water 


and   giving   the   public   the   saving   that   results   from    that    operation. 
-Now,   if  we  come  under  the  jurisdiction  of  the  Interstate  Commerce 
^JJtonission,  the  natural  disposition  will  be  gradually — perhaps  imper- 
•iily,   but  sooner  or  later  to  make  the  joint  rates  around  the  cir- 
cumference of  the  country  to  have  more  or  less  relation  with  the  rail 
8    that    apply    strictly    across    the    country.      We    believe    that    the 
water  service  is  a  cheaper  service  and  should  be  studied  by  itself  and 
should  be  placed  under  the  Jurisdiction  of  the  body  wich   is  studying 
water  rates. 

In  response  to  a  question  by  Representative  Hardy,  Mr. 
Brent  said  he  would  not  say  that  the  Commission  would,  "in 
order  to  save  the  railroads,  place  undue  restrictions  on  the 
water  carriers."  He  also  declined  to  say  that  the  Commission 
would  prescribe  a  higher  rate  than  the  Shipping  Board  might. 

Mr.  Brent  said  he  had  refrained  thus  far  from  filing  any 
proportional  port-to-port  water  rates,  but  that  such  rates  should 
be  established  "to  develop  the  business." 

Representative  Bankhead  asked  the  witness  whether  he 
thought  the  railroads  were  manifesting  a  spirit  of  fairness  in 
their  attitude  toward  inland  waterway  transportation,  or  whether 
he  saw  evidences  of  their  desire  to  strangle  and  destroy  that 
competition. 

"I  have  no  hesitancy  in  answering  that  they  have  no  friend- 
ship for  us  whatever  and  are  throwing  every  stick  and  stone 
they  can  in  our  way,  with  a  few  notable  exceptions  in  the  case  of 
individuals,"  said  Mr.  Brent.  "But  as  an  organized  body,  no— no 
friendship  whatever." 

""he  witness  also  said  he  thought  it  was  most  necessary 
that  an  amendment  be  incorporated  in  the  bill  preventing  rail- 
roads from  owning  boat  lines  on  the  inland  waterways. 

"If  anything  in  the  nature  of  railroad  ownership  of  inland 
water  lines  was  permitted,"  said  he,  "we  might  soon  see  re- 
enacted  the  thing  which  actually  happened  20  or  25  years  ago, 
when  the  railroads  bought  out  and  operated,  under  cover,  beat 
lines  in  order  to  run  out  legitimate  ones." 

Chairman  Greene  said  he  did  not  think  the  joint  committee 
could  act  on  the  amendment  suggested  by  Mr.  Brent  without 
consideration  by  the  interstate  commerce  committees. 

George  Donworth  of  Seattle,  representing  the  Seattle  Cham- 
ber of  Commerce  and  other  Washington  commercial  organiza- 
tions, appeared  in  favor  of  the  bill.  He  spoke  against  enforce- 
ment of  section  28  of  the  Jones  act. 

Representative  Bankhead  asked  him  whether  he  was  not 
aware  of  the  demand  of  the  public  for  economy  in  governmental 
expenses.  Mr.  Donworth  said  that  was  true,  but  that  he  be- 
lieved the  demand  of  the  American  people  for  a  merchant 
marine  was  greater  than  the  demand  for  economy.  The  witness 
also  said  he  was  in  favor  of  assisting  shipping,  but  not  the  rail- 
roads, by  way  of  subsidies. 

Mr.  Donworth  submitted  resolutions  to  the  effect  that  the 
restrictions  on  ocean  shipping  should  be  removed.  He  did  not 
think  there  should  be  regulation  of  ocean  freight  rates,  because 
publication  of  rates  would  enable  foreign  competitors  to  cue 
under  the  published  rates.  He  did  not  think  Americans  would 
refrain  from  using  foreign  boats  if  they  could  get  lower  rates 
via  those  lines  than  via  American  lines  because  he  believed  the 
"pocketbook"  usually  ruled  in  cases  of  that  sort. 

W.  J.    Love   Examined 

W.  J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion in  charge  of  traffic,  was  examined  by  members  of  the  joint 
committee  April  24. 

In  response  to  questions  by  Representative  Briggs,  of  Texas, 
the  witness  said  there  was  no  sign  that  there  would  be  an  im- 
provement soon  in  the  ocean  trades. 

"Your  guess  is  just  as  good  as  mine,"  said  Mr.  Love. 

One  difficulty  faced  by  American  flag  ships,  the  witness  said, 
was  that  American  exporters  were  reluctant  to  change  from 
foreign  flag  ships  to  American  ships  because  of  the  uncertainty 
surrounding  the  latter  vessels  and  the  impression  that  the  Amer- 
ican lines  might  be  discontinued.  He  emphasized  the  need  of 
regular  services  by  American  vessels. 

Mr.  Love  said  there  should  be  no  regulation  of  ocean  freight 
rates.  He  expressed  the  view  that  the  ocean  freight  rate  con- 
ferences of  the  steamship  lines  would  stabilize  rates  and  prevent 
them  from  getting  too  low  or  too  high.  He  said  the  conferences 
would  not  make  rates  that  would  impede  business. 

Questioned  as  to  the  proposed  operation  of  ocean  steamship 
lines  by  American  railroads,  Mr.  Love  said  he  had  not  looked 
into  that  phase  of  the  situation  but  that  he  did  not  think  such 
ownership  would  enable  the  railroads  to  dominate  the  situation. 

Mr.  Love  said  the  general  trend  of  commerce  seemed  to  be 
toward  liner  service,  which  meant  that  commodities  were 
delivered  to  consuming  countries  in  smaller  quantities  but  at 
more  frequent  intervals.  He  discussed  the  value  of  experience 
in  shipping.  He  said  in  part: 

If  we  do  not  act  now  and  put  our  merchant  marine  on  a  sound 
business  footing  in  the  hands  of  private  owners,  we  will  wake  up 
some  morning  and  find  ourselves  in  the  position  that  we  were  in 
July,  1914,  with  world  trading  in  the  hands  of  foreign  lines  and  with 
only  a  handful  of  American  steamers  in  foreign  trade. 

This  is  the  time  to  start  the  upbuilding  of  our  merchant  marine. 
The  foreign  lines  have  been  hit  just  as  well  as  we  have,  and  while 
they  have  not  abandoned  a  single  essential  route  or  service  that  they 
covered  prior  to  1914,  they  are  reducing  their  tonnage  in  keeping 
with  reduced  revenue  and  volume  of  cargo  moving.  If  we  can  estab- 
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lish  our  services,  therefore,  under  existing  conditions,  we  will  surely 

;*r  as  these  conditions  improve,  for  It  will  give  us  an  opportunity 
of  proving  to  merchants  that  we  are  in  the  business  to  stay,  and 
thus  will  gain  their  good  will  and  their  support  when  world  trading 
improves.  This,  however,  cannot  be  done  unless  the  government 
comes  to  the  aid  of  the  merchant  marine  for  reasons  previously  set 
forth. 

L'nder  the  mandates  of  the  Jones  act  we  must  maintain  services 
upon  essential  trade  routes.  With  the  handicaps  that  we  are  oper- 
ating under,  this  cannot  be  done  today  by  privately  owned  ships 
without  government  aid.  The  losses  of  the  Shipping  Board  in  main- 
taining these  trade  routes  today  represent  the  financial  aid  which 
the  government  is  giving  to  maintain  them.  This  vast  sum  Is  spent 
without  really  accomplishing  its  purpose  because  under  the  limitations 
of  government  operation  the  real  essentials  of  economical  ship  man- 
agement are  not  being  realized.  We  are  Just  spending  this  money  to 
maintain  American  ships  on  given  route*. 

The  very  nature  of  the  agreement  as  between  the  Emergency 
Fleet  Corporation  and  the  operators  tends  to  anything  but  what  we 
are  actually  trying  to  achieve.  These  operators  have  but  a  slight 
financial  Interest  In  the  adventure.  They  are  paid  a  commission  on 
•  mount  of  money  that  the  ship  receives  from  freight,  passengers 
and  mail.  They  have  no  financial  interest  in  the  expenses  of  the 
voyage,  seeing  that  they  are  all  paid  with  public  money.  We  can  go 
along  in  this  manner  for  years,  but  at  the  end  of  any  period  we  will 
be  just  as  far  from  having  created  an  American  merchant  marine 
as  the  day  the  war  ceased.  To  get  the  beat  out  of  men  in  commercial 
1  am  sorry  to  cay.  requires  them  to  have  a  financial  interest  In 
the  profits  and  loases  of  their  business.  The  firms  that  we  are  using 
today  are  to  a  large  extent  doing  the  best  that  they  can  under  the 
circumstances,  but  this  Is  not  good  enough.  They  do  not  know 
whether  they  will  he  in  business  a  day.  or  a  week,  or  a  year.  Their 
future  depends  upon  the  whims  of  every  succeeding  shipping  board. 
They  can  make  no  definite  commitments  In  foreign  lands  regarding 
agencies,  berth  facilities  and  so  forth.  The  officers  on  the  snipe  do 
not  know  whether  tli.->  will  retain  their  positions  for  a  voyage,  two 
voyages  or  be  dismissed  forthwith.  Nothing  can  be  more  fatal  to  the 
building  up  of  a  merchant  marine  than  the  conditions  under  which 
we  are  presently  working. 

I  would  like  to  give  you  a  little  picture  of  the  position  of-  American 
ships  privately  owned  today  as  contrasted  with  1914.  and  I  think  you 
will  agree  with  me  that  It  Is  serious  and  calls  for  Immediate  action. 

On  the  Paclfls.  prior  to  ISIS,  the  Pacific  Mall  Company  ran  a  fast 
passenger  service  of  five  ships  to  the  Orient.  There  was  also  one 
other  passenger  ship,  the  •'Minnesota."  Theee  services  were  sold  and 
some  of  the  ships  found  their  way  Into  the  hands  of  the  Japanese. 
Today  there  are  two  passenger  steamers  trading  trans- I'aclflc  under 
the  American  flag  and  a  comparatively  small  number  of  cargo  Tewels 
of  American  registry. 

The  Oceanic  Steamship  Company  maintained  a  service  of  three 
fast  steamers  from  San  Francisco  to  Australia  In  1914.  Today  they 
are  running  two  of  these  steamers  and  we  understand  are  shortly  to 
abandon  the  route.  This  trade  Is  falling  Into  the  hands  of  foreign 
flags. 

There  were  a  few  American  ships  trading  from  the  west  coast 
to  the  west  coast  of  South  America  about  1914  and  this  situation 
remains  unchanged. 

On    the   Atlantic   prior   to    1114.    the   American    line   operated    four 


fast  freight  and  passenger  steamers  to  Southampton.  This  service 
has  entirely  disappeared,  but  we  have  made  some  slight  headway 
Inasmuch  as  there  are  lines  of  American  steamers,  privately  owned, 
operating  to  Continental  ports,  namely,  to  Antwerp  and  Hamburg. 

Prior  to  the  war.  a  new  American  flag  senrtrr.  privately  owned, 
was  being  home  to  trade  between  North  Atlantic  ports  and  Australia. 
This  has  disappeared  and  the  ships  are  In  the  protected  coastwise 
trade. 

One  of  our  great  manufacturing  concerns  has  materially  Increased 
IU  f  m  nag  ship*  trailing  to  all  parts  of  the  world,  but 

to  a  larK<  products  of  their  own  mills  or  their  rr<i 

•        There    Is    also    a    line    of    passenger 

steamers   between    N  west   coast   of    South   America, 

which  Is  a  development  •MMqsjHkt   to  the  war. 

The  Shipping  Board  today  Is  maintaining  about  70  services  and 
trade  route  known  to  be  of  any  value.  Other  than  the 
few  services  maintained  by  private  concerns  previously  referred  to. 
I  do  not  know  of  a  single  other  that  Is  being  operated  by  private 
Initiative  ami  private  capital  except  to  the  West  Indies  and  Central 
rlca.  This  Is  an  appalling  situation,  and.  perhaps  what  Is  more 
serious.  I  do  not  believe  that  any  of  the  services  we  are  maintaining 
today,  possibly  with  the  exception  of  one  or  two.  would  be  taken 
over  by  private  Interests  and  maintained  In  the  way  they  should  be 
In  order  to  protect  our  overseas  trade.  I  mean  by  this  that  If  the 
government  withdrew  the  70  services,  there  would  not  be  more  than 
one  or  two  that  would  be  covered  by  privately  owned  American  ships. 

The  Shipping  Board  Is  today  maintaining  five  fast  fine  passenger 
services.  One  from  New  Tork  to  London:  one  from  New  York  to 
Bremen  ami  I>anxlg;  one  from  New  York  to  the  Braxlls  and  River 
Plate  ports:  one  from  San  Francisco  to  the  Orient:  one  from  Seattle 
to  the  Orient. 

>  nothing  Is  more  vital  than  keeping  open  these  trade  routes, 
and  In  this  connection  It  will  no  doubt  Interest  you  to  know  that  a 
well-known  foreign  flag  line  trading  between  New  York  and  the 
Brailln  nn<i  River  Plate  port*  has  recently  taken  off  the  run  a  number 
of  steamer*  In  order  to  put  them  In  a  more  lucrative  trade.  If.  there- 
fore, we  did  not  have  a  serv  inmtmlcatlona  for  malls,  pas- 
sengers nnd  cargo  would  he  subject  to  delay  and  disruption.  We  can 
only  rely  upon  our  own  ships  to  keep  constantly  In  any  route,  and 
nothing  Is  more  necessary  than  regularity  of  departure  and  arrivals 
•  n<l  voyages  to  build  up  trade. 

I  do  ••  that  any  more  conclusive  evidence  than  the  above 

can  be  given  for  th«  necessity  of  government  help.  We  may  be 
providing  the  services  that  our  commerce  requires  but  we  are  doing 
so  at  a  terrific  expense  and  In  a  way  that  Is  only  building  a  merchant 
marine  on  a  foundation  of  quicksand.  It  Is  costing  us.  roughly. 
ISO. 000. 000  to  give  this  ser  •  umbersome  nnd  Inefficient 

M<)-»  agreement.  Why  not  make  use  of  the  efforts  and  Initiative 
of  private  concerns  to  InilM  permanently  at  a  com  materially  less? 
The  earlier  operations  under  thlK  ownership  will,  of  course,  be  expen- 
sive, and  It  Is  over  the  promotion  stage  that  help  Is  needed. 

There  Is  one  point  on  which  I  would  like  to  say  a  few  words 
regarding  Its  effect  on  my  particular  branch  of  Ihi  emergency  fleet 
work,  namely,  traffic,  and  which  Is  greatly  to  the  detriment  of  any 
merchant  marine. 

There  Is  an  Inherent  fpar  In  the  minds  of  most  dullness  IM--II 
doing  business  with  any  organization  that  savors  of  government 
ownership.  Our  managers,  even  with  the  greatest  stretch  of  Imagina- 
tion, can  nev.  !  the  same  Interest  or  assume  the 
same  responsibility  as  they  would  If  the  ships  were  their  own 
property.  The  merchant  and  the  operator  know  that  there  Is  no 
sense  of  permanency  In  what  we  are  doing.  This  Is  not  a  criticism 
of  the  men  who  have  slaved  to  make  a  success  of  our  operations,  hut 


of  the  very  nature  of  the  conditions  under  which  it  Is  necessary  for 
us  to  work. 

The  merchants  and  exporters  of  this  country  have  been  accus- 
tomed to  doing  business  with  well  established  foreign  lines  for  many 
years.  They  nave,  on  the  one  hand,  supported  these  services  and 
helped  to  build  them  up  and,  on  the  other  hand,  the  services  have 
given  the  merchants  everything  practically  that  they  needed.  We 
come  along  with  a  service  in  competition.  The  merchant  does  not 
know  whether  we  are  going  to  be  in  business  a  month  or  six  months 
or  a  year.  He  hesitates  to  break  away  from  his  old  friend  with 
whom  he  has  maintained  friendly  relationship  for  years,  because  he 
does  not  know  how  the  new  service  is  going  to  treat  him,  whether 
they  are  going  to  have  enough  ships  and  at  proper  intervals,  and 
whether  they  are  going  to  pay  claims  or  hide  behind  technicalities 
of  the  law  to  evade  them.  Therefore,  the  element  of  doubt  Is  at  once 
created  as  to  whether  if  he  leaves  the  old  line  and  takes  on  a  new 
one,  the  latter  will  give  the  service  the  former  did  and  whether  the 
former  will  not  penalize  him  one  way  or  another  should  the  latter 
fail.  The  whole  structure  Is  wrong. 

While  we  are  remedying  these  points  as  fast  as  conditions  will 
permit  and  while  perhaps  in  another  few  months  we  will  bring  the 
service  up  to  a  greater  point  of  efficiency,  after  we  have  done  this 
what  have  we  accomplished,  because  we  have  created  no  greater 
permanency  than  the  day  we  started:  the  only  difference  being  that 
we  are  operating  our  ships  a  little  better,  we  are  reducing  our  losses 
and  creating  more  good  will,  but  with  all  this,  it  is  something  that 
may  be  entirely  upset  the  day  after  we  pass  out  of  the  government 
service  and  a  new  regime  takes  hold. 

I  beg.  therefore.  In  conclusion,  that  every  angle  of  this  vast  and 
Important  matter  be  given  the  utmost  consideration,  and  finally  to 
Impress  upon  you  that  unless  this  fleet — which  is  growing  no  younger 
— gets  Into  the  hands  of  private  owners  at  a  comparatively  early  date, 
we  never  will  have  a  merchant  marine  as  outlined  in  the  Merchant 
Marine  act.  but  will  drift  along  until  the  fleet  Is  ready  for  the  Junk 
heap,  and  the  position  in  which  we  found  ourselves  In  1914  will  be 
reborn  after  a  lapse  of  ten  or  fifteen  years. 

Organizations   File   Statements 

A  number  of  statements  sent  in  by  commercial  organiza- 
tions in  favor  of  the  subsidy  legislation  have  been  filed  with 
the  committee  by  H.  B.  Arledge,  representing  the  National  Mer- 
chant Marine  Association.  He  submitted  statements  by  Thomas 
F.  Cunningham,  president  of  the  New  Orleans  Board  of  Trade, 
on  behalf  of  that  organisation,  the  New  Orleans  Association  of 
Commerce,  the  Galveaton  Commercial  Association,  the  Fort 
Worth  Chamber  of  Commerce,  the  Houston  Cotton  Exchange  and 
Board  of  Trade,  the  Mobile  Clearing  House,  the  Mobile  Chamber 
of  Commerce,  the  Tampa  Board  of  Trade,  and  the  Pensacola 
Chamber  of  Commerce;  N.  O.  Pedrick,  president  of  the  Gulf 
Shipping  Conference,  and  representing  all  the  shipping  com- 
panies In  the  Gulf;  Em  11  P.  Albrecht.  president  of  the  Phila- 
delphia Bourse;  W.  R.  Tucker,  secretary  of  the  Philadelphia 
Board  of  Trade;  and  the  San  Diego  Chamber  of  Commerce. 
Representatives  of  these  associations  were  prepared  to  testify, 
it  WM  explained,  but  had  to  leave  Washington. 

Mr.  Albrecht  said  in  his  statement  that  unless  government 
aid  were  extended,  the  country  would  go  back  to  the  position 
It  occupied  prior  to  1914,  or  to  a  worse  one. 

"Call  it  what  you  will,"  said  he,  "subsidy,  subvention,  gov- 
ernment aid.  compenBation,  or  anything  else,  so  long  as  it  is 
granted  in  such  an  amount  and  in  such  a  manner  as  will  bring 
about  the  result  desired  that  can  be  justified  before  the  people 
of  the  country  and  not  hidden  behind  some  screen  with  the 
thought  that  It  will  not  be  noticed.  We  have  been  and  are  pay- 
Ing  the  bill  by  direct  appropriations  to  the  Shipping  Board. 
What  else  than  a  subsidy  is  it  when  we  make  up  out  of  the 
national  treasury  an  operating  loss  of  the  Shipping  Board  of 
from  $4.000,000  to  $6.000,000  per  month?" 

Amendments  to  the  subsidy  bill  as  suggested  by  the  mer- 
chant marine  committee  of  the  Seattle  Chamber  of  Commerce, 
as  explained  by  Mr.  Don  worth,  are  as  follows: 

Section  201  provides  that  the  equivalent  of  an  Income  tax  may  be 
Invested  In  purchasing  new  ships.  The  committee  recommends  that  In 
addition  to  that  the  shipowner  has  the  privilege  of  using  the  equiva- 
lent to  the  Income  tax  in  equipping  shipping  now  existing  with  com- 
mercial appliances  of  the  best  and  most  efficient  type:  that  Is,  taking 
aa  existing  ship  and  making  the  changes  should  be  equivalent  to  con- 
etrnctlng  a  new  ship,  so  far  as  the  Income  tax  Is  concerned. 

The  committee  also  recommends  that  the  6  per  cent  Income  tax 
provision,  the  benefit  of  which  Is  given  to  shippers  and  Importers. 
etc. — that  that  be  extended  to  persons  paying  passenger  fares,  so  ns 
to  give  an  Indirect  aid  also  In  the  way  of  passenger  travel. 

They  also  recommend  that  the  amount  of  money  paid  by  the  post- 
office  department  be  not  put  Into  the  general  fund  as  contemplated  by 
the  bill,  but  that  reasonable  compensation  for  carrying  the  malls  be 
paid  over  and  above  such  subsidy  as  will  result  from  the  application 
of  the  other  section. 

In  reference  to  the  10  per  cent  limitation  on  earnings,  as  I  recall 
the  hill  It  provides  that  In  any  one  year  when  more  than  10  per  cent 
U  realized  the  excess  must  be  divided  until  the  subsidy  Is  paid  back. 
These  resolutions  favor  substituting  the  term  of  the  contract  for  any 
one  year,  so  that  there  will  be  no  payment  back  of  the  subsidy  unless 
for  the  term  of  the  contract  a  greater  Income  than  10  per  cent  shall 
be  realized. 

Eugene  E.  O'Donnell,  chairman  of  the  Maritime  committee 
of  the  Maritime  Association  of  the  Boston  Chamber  of  Com- 
merce, speaking  in  support  of  the  subsidy  bill,  said  the  fallacy 
of  depending  on  foreign  bottoms  to  serve  the  export  and  import 
trade  of  the  United  States  had  been  brought  home  during  the 
war.  He  said  the  result  was  that  there  was  an  acute  shortage  of 
raw  materials  and  congestion  at  warehouses  and  on  the  rail- 
roads. He  also  discussed  the  need  of  a  merchant  marine  as 
a  naval  auxiliary.  He  opposed  elimination  of  the  naval  re- 
serve section  of  the  bill  which  the  Shipping  Board  abandoned 
in  deference  to  marine  labor  opposition  thereto.  He  said  the 
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section  should  be  retained  and  so  worded  so  that  the  marine 
unions  would  not  object. 

"Our  experience  during  the  war  with  alien  crews  prompts 
us  to  urge  that  our  American  personnel  be  developed  for  our 
merchant  vessels  and  the  best  way  this  can  be  brought  about 
is  through  the  medium  of  a  naval  reserve,"  said  he. 

The  subsidy  is  needed,  he  said,  because  of  the  difference  in 
costs  of  operation  of  American  and  foreign  vessels,  and  would 
be  needed  until  American  flag  ships  have  been  established  in 
the  trade  routes  of  the  world,  and  the  interests  of  the  American 
people  have  been  aroused  to  the  point  where  reasonable  pref- 
erence in  the  shipment  of  goods  and  their  traveling  abroad  shall 
be  given  to  American  ships. 

E.  E.  Blodgett,  also  representing  the  Boston  Chamber  of 
Commerce  and  New  England  commercial  organizations,  said  if 
Congress  desired  that  American  shipping  shall  be  done  by  the 
British,  Norwegians  and  Japanese,  it  should  not  pass  the  subsidy 
bill.  Unless  aid  were  given,  he  said,  it  was  only  a  question  of 
time  until  the  American  flag  would  pass  from  the  high  seas. 

Question  having  arisen  as  to  whether  there  were  any  laws 
which  would  prevent  American  railroads  from  owning  steam- 
ship lines  in  the  foreign  trade,  Representative  Edmonds  sub- 
mitted a  letter  to  the  committee  from  the  Attorney-General  to 
the  effect  that  there  was  nothing  in  the  law  to  prevent  such 
ownership. 

Authority  of  I.  C.  C. 

The  Shipping  Board  has  agreed  to  an  amendment  to  sections 
801  and  803  of  the  subsidy  bill,  relating  to  the  Commission  and 
the  Shipping  Board,  and  to  agreements  between  rail  and  ocean 
carriers,  providing  that  those  sections  are  not  to  be  construed 
as  in  any  way  impairing  the  authority  of  the  Commission  to 
regulate,  rates,  rules,  regulations  or  practices  as  provided  in 
the  act  to  regulate  commerce  or  the  transportation  act  of  1920. 

This  agreement  was  obtained  by  William  H.  Chandler,  as 
representative  of  the  Boston  Chamber  of  Commerce  and  the 
New  England  Traffic  League,  according  to  testimony  given  be- 
fore the  ship  subsidy  committee  by  Mason  Manghum,  who  ap- 
peared instead  of  Mr.  Chandler,  because  the  latter  was  taken 
ill  with  pneumonia  on  the  night  of  April  24.  Mr.  Chandler  was 
taken  to  the  Emergency  Hospital  in  Washington.  • 

Mr.  Manghum  submitted  a  memorandum  by  Mr.  Chandler 
in  which  he  criticized  section  801  as  loosely  drawn  and  leaving 
much  to  the  imagination.  Mr.  Chandler  pointed  out  that  the 
question  arose  as  to  whether  or  not  the  section  gave  the  Ship- 
ping Board  any  jurisdiction  over  rules  and  regulations  subject 
to  the  jurisdiction  of  the  Commission.  As  to  section  802,  Mr. 
Chandler  said  the  language  was  ponderous  and  to  some  extent 
ambiguous.  He  said  the  idea  seemed  to  be  to  give  railroads  the 
authority  to  own  and  operate  steamers  in  the  foreign  trade, 
even  through  the  Panama  Canal.  He  said  there  was  no  objec- 
tion to  that,  but  suggested  that  a  proviso  be  substituted  to  the 
effect  that  the  provisions  of  the  paragraph  "shall  not  apply  in 
any  case  where  such  common  carrier  by  water  or  such  vessel 
is  engaged  exclusively  in  trade  between  the  United  States  port 
on  the  one  hand  and  a  foreign  port  or  ports,  or  port  in  the 
Philippine  Islands,  on  the  other."  The  paragraph  referred  to 
is  the  ninth  of  section  5  of  the  interstate  commerce  act. 

Mr.  Manghum  said  the  agreement  reached  with  the  board, 
however,  took  care  of  the  objections  to  sections  801  and  803. 
The  latter  section  refers  to  agreements  between  railroads  and 
ocean  carriers,  and  gives  the  board  authority  to  abrogate  them. 
Mr.  Chandler  pointed  out  that  there  were  agreements  made  by 
carriers  by  water  and  the  railroads  relating  to  the  responsibility 
for  demurrage,  storage  and  lighterage;  also  agreements  relating 
to  switching,  and  that  these  agreements  fall  within  the  juris- 
diction of  the  Commission.  He  said  the  question  of  through 
rates  also  was  involved,  and  that  that  was  purely  a  function 
of  the  Commission.  He  also  referred  to  agreements  between 
carriers  relating  to  rate  adjustments  to  the  various  ports.  He 
asked  whether  it  was  the  intention  to  take  from  the  Commission 
jurisdiction  over  such  adjustments  and  to  give  the  board  juris- 
diction. Such  action,  he  said,  would  subordinate  the  Commis- 
sion to  the  board.  Mr.  Manghum  said  since  Mr.  Chandler  had 
noted  the  above  objections  to  section  803,  the  agreement  above 
set  forth  had  been  obtained  from  the  Shipping  Board. 

The  sections  involved  have  been  the  subject  of  conference 
between  the  Commission  and  the  Shipping  Board.  It  is  under- 
stood that  President  Harding  has  taken  a  hand  in  the  matter 
and  that  as  a  result  of  all  the  discussion  relative  thereto,  an 
amicable  adjustment  will  be  made. 

There  is  no  question  but  that  the  sections  will  be  redrafted, 
especially  in  view  of  the  board's  promise  that  it  would  agree 
to  an  amendment  to  the  effect  that  the  regulatory  powers  of 
the  Commission  shall  not  be  interfered  with. 

American   Steamship  Owners 


H.  H.  Raymond,  president  of  thn  American  Steamahir. 
errs'  Aaanclaiimi-  tftstifled  In  Bnnnnrt  of  the  subsidy  b}ll  in  behalf 
of  the  association.  He  was  questioned  at  length  by  Repre- 
sentative Davis  of  Tennessee,  who  inquired  about  capitalization, 
or,  rather,  overcapitalization,  of  steamship  companies,  and  profits 


during  the  war  period.  Mr.  Raymond  said  the  capital  stock  of 
the  Clyde  Line  was  $3,500,000  and  that  one  of  its  vessels  alone 
could  not  be  duplicated  for  less  than  $2,000,000.  He  declined  to 
state  his  salary  as  head  of  that  company  or  to  give  the  com- 
pany's salary  list  on  the  ground  that  those  matters  were  pri- 
vate. Mr.  Raymond  opposed  the  suggestion  of  middle  west 
interests  that  the  operation  by  the  Shipping  Board  of  vessels 
in  established  routes  from  the  Gulf  and  south  Atlantic  ports 
be  extended  for  a  period  of  five  years.  He  said  the  government 
vessels  should  be  sold  at  the  earliest  opportunity.  In  his  state- 
ment Mr.  Raymond  said: 

I  am  authorized  to  speak  in  support  of  this  bill,  on  behalf  of 
the  American  Steamship  Owners'  Association,  whose  member  com- 
panies operate  ships  out  of  most  of  the  American  ports  of  the  North 
Atlantic,  the  South  Atlantic,  the  Gulf  of  Mexico  and  the  Pacific  ocean. 
This  association  includes  nearly  all  of  the  American  companies,  large 
and  small,  owning  ocean-going  steamers  in  the  coastwise  and  foreign 
trade  of  the  United  States.  Some  of  these  companies  also  operate 
steamers  of  the  Shipping  Board  fleet  owned  by  the  government.  Al- 
together, the  privately-owned  tonnage  included  within  this  associa- 
tion is  now  3,309,478  tons  gross  register. 

We  regard  the  underlying  principles  of  this  present  bill  as  just, 
wise  and  effective,  and  as  certain  to  result  in  the  development  of  a 
great,  permanently  prosperous  merchant  marine  and  naval  reserve. 
We  accept  the  declaration  of  the  first  Jones  law  (the  merchant  marine 
act  of  1920),  for  a  privately-owned  merchant  shipping  and  for  the 
sale  of  the  government-owned  tonnage  to  private  capital  and  enter- 
prise "as  soon  as  practicable  consistent  with  good  business  methods," 
as  whole-heartedly  committing  the  government  to  complete  with- 
drawal from  the  shipping  industry,  and  welcome  the  present  bill  as 
providing  the  only  means  by  which  that  withdrawal  can  be  realized. 

Nearly  two  years  of  the  merchant  marine  act  of  1920  have  dem- 
onstrated to  Congress  and  the  country  that  the  government-owned 
ships  cannot  be  sold  unless  some  reasonable  degree  of  national  aid  is 
assured  to  the  men  or  concerns  that  must  operate  them  after  they 
are  purchased.  If,  as  a  result  of  the  war,  the  government  had  come 
into  the  possession  of  1,500  factories  instead  of  1,500  ships,  the  very 
first  step  which  the  government  would  have  taken  would  be  to  make 
sure  that  such  national  aid  was  provided  that  those  factories  could 
be  successfully  operated  against  foreign  competition — or  nothing 
would  be  more  certain  than  that  those  factories  would  remain  in- 
definitely on  the  hands  of  the  government.  Exactly  the  same  principle 
holds  true  of  the  merchant  marine. 

Either  this  present  bill  must  be  promptly  enacted,  or  the  United 
States  in  defiance  of  sound  business,  and  in  defiance  also  of  the 
instinct  and  conviction  of  the  vast  majority  of  its  own  citizens,  will 
be  committed  to  a  policy  of  government  ownership  and  operation  in 
the  shipping  business,  and  worse  than  that,  to  a  policy  of  govern- 
mental subsidized  competition  with  American  private  capital  and 
enterprise.  Such  an  unjust  policy  as  this  would  not  be  tolerated  for 
a  moment  by  manufacturing.  It  would  not  be  tolerated  by  agricul- 
ture. It  should  not  be  imposed  on  the  merchant  marine. 

In  asking  for  the  enactment  of  this  present  bill  we  do  so  in  the 
deep  conviction  that  American  shipping,  properly  aided  and  encour- 
aged by  the  nation,  will  render  a  far  more  loyal  service  to  the  manu- 
facturers, merchants,  farmers,  exporters  and  importers  of  this  coun- 
try than  can  or  will  the  ships  of  foreign  nations,  our  rivals  in  trade 
or  possible  enemies  in  war.  Every  other  maritime  government  in  the 
world,  our  own  excepted,  has  spared  no  effort  and  no  cost  to  make 
certain  that  a  delivery  service  by  Its  own  ships  and  seamen  and 
under  its  own  flag  is  provided  for  the  greater  part  of  its  own  sea- 
borne commerce.  That  delivery  service  becomes  an  indispensable 
weapon  of  defence  in  a  national  emergency.  This  truth  the  great 
world-war  indelibly  impressed  on  the  whole  American  people,  when 
the  imperative  need  of  "ships  and  more  ships"  involved  us  in  a  vast 
emergency  expenditure  of  three  and  a  half  billion  dollars,  two-thirds 
of  which  could  have  been  saved  if  there  had  been  adequate  national 
aid  to  American  shipping  and  shipbuilding  in  the  years  before  1914. 

We  ask  for  the  enactment  of  this  bill  so  that  never  again  may 
our  country  be  taken  unprepared  on  the  sea  and  forced  to  pay  another 
such  heavy  price  of  national  blindness. 

We  have  studied  the  indirect  aids  of  the  present  bill — the  reserv- 
ing of  50  per  cent  of  the  immigration  to  American  ships,  the  exemp- 
tion from  federal  taxes  conditioned  on  building  of  new  ships,  the  5 
per  cent  income  tax  deduction  to  shippers  in  American  vessels,  the 
construction  loan  fund,  the  more  liberal  allowance  for  depreciation, 
the  transfer  of  army  and  navy  transport  service  to  the  merchant 
marine,  and  the  provision  of  the  law  of  1920  for  the  coastwise  exten- 
sion to  the  Philippines.  All  of  these  aids  are  well  considered.  All 
are  valuable  and  welcome.  They  will  serve  together  to  offset  certain 
handicaps  against  us,  or  advantages  already  possessed  by  our  com- 
petitors. But  we  are  absolutely  convinced  by  our  consideration  of 
the  bill  that  these  indirect  aids  themselves  will  not  suffice.  We  are 
convinced  also  that  neither  will  the  direct  aids  themselves  suffice. 
There  must  be  both  indirect  and  direct  assistance,  to  make  sure  of 
giving  the  American  people  what  they  desire  and  that  is  a  genuinely 
fair  chance  and  fair  play  for  our  ocean  ships  and  seamen.  This  bill 
as  a  whole  must  be  made  a  law  to  meet  the  present  need  and  satisfy 
the  expectations  of  the  country. 

What  is  more,  the  present  rate  of  compensation  for  the  cargo  ves- 
sels of  below  13  knots  speed  must  be  advanced.  We  have  made  a 
thorough  study  of  the  proffered  rate  of  one-half  of  one  cent  per  gross 
ton  per  hundred  miles.  For  all  but  the  largest  ships  it  is  manifestly 
insufficient,  and  will  fall  short  of  achieving  its  express  purpose  of 
compensating  for  the  difference  in  wage  and  subsistence  cost  be- 
tween American  cargo  ships  and  like  ships  of  our  principal  competitor. 

Take,  for  example,  an  American  steamer  of  3,500  gross  tons,  and 
of  about  5,000  tons  deadweight  capacity,  representative  of  a  large 
number  of  the  smaller  cargo  steamers  of  our  merchant  marine.  The 
excess  cost  of  wages  and  subsistence  of  the  American  ship  for  11 
months,  as  compared  with  a  British  steamer  of  like  size  and  type  in 
competitive  service,  Is  $10,860.  The  compensation  which  the  Ameri- 
can ship  would  earn  on  a  basis  of  5,000  gross  tons,  is  $7,500 — or 
$3,360  short  of  the  sum  necessary  to  place  the  American  ship  on  an 
equality  in  this  regard  with  a  like  British  steamer. 

Take  also,  for  example,  a  larger  American  cargo  steamer  of  6,000 
gross  tons  and  of  about  9,000  tons  deadweight  capacity,  representative 
of  a  large  number  of  the  medium-sized  steamers  of  our  merchant 
marine.  Her  wage  and  subsistence  costs  for  11  months  are  $12.649 
greater  than  the  wage  and  subsistence  costs  of  a  similar  British 
steamer  in  competitive  service.  The  compensation  which  the  Ameri- 
can ship  would  receive  at  the  now  proposed  rate  is  $10,500,  or  $2,149 
short  of  the  sum  necessary  to  place  the  American  ship  on  equal  terms 
with  her  British  competitor. 

A  full  statistical  statement  of  comparative  wages  and  subsistence 
in  each  case  is  appended. 

We  recommend,  therefore,  as  essential  to  the  effective  working  out 
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of  the  present  bill,  that  the  basic  rate  of  compensation  for  cargo 
steamers  of  below  13  knots,  which  Is  now  one-half  of  one  cent  per 
areas  ton  per  hundred  miles,  be  set  at  seven-tenths  of  one  cent  per 
ton  per  hundred  miles,  so  that  the  compensation  received  by  these 
ships  will  actually  be  such  as  to  offset  at  least  the  lower  wage  and 
subsistence  costs  of  British  steamers  with  white  crews.  It  should  be 
remembered  in  this  connection  that  fully  50.000  Chinese  and  Lascar 
seamen  are  now  employed,  mostly  at  Asiatic  wages.  In  the  British  mer- 
chant marine  while  American  steamers,  which  seldom  make  any  ex- 
tensive use  of  this  class  of  labor,  will  be  effectually  debarred  from 
employing  it  so  far  as  deck  and  engine  departments  are  concerned  by 
the  new  requirement  of  the  present  bill  that  two-thirds  of  the  per- 
sonnel In  these  departments  must  be  American  citizens.  This  require- 
ment of  an  Increased  citizen  personnel  will  have  an  inevitable  tendency 
to  widen  the  difference  In  wage  costs  between  American  ships  and 
their  foreign  competitors.  It  makes  the  need  of  a  higher  compensa- 
tion all  the  more  Imperative. 

This  change  In  the  bill  Increasing  the  rate  of  compensation  Is 
a  fundamental  one.  Nearly  all  of  the  cargo  steamers  of  the  Shipping 
Board  are  Included  within  the  classes  of  ships  whose  compensation 
would  be  wholly  insufficient  at  the  rate  of  one-half  of  one  cent  per 
ton  per  hundred  miles  sailed.  Unless  these  ships  can  be  operated  on 
at  least  equal  terms  In  wages  and  subsistence,  a  chief  purpose  of 
the  bill  win  be  entirely  defeated.  This  amendment  which  we  ask  for 
should  be  made  at  once. 

There  are  some  other  amendments  of  detail  which  will  be  sub- 
mitted before  your  committee  has  completed  its  consideration  of 
this  measure,  but  we  wish  to  bring  this  one  Immediately  to  your 
attention. 

With  other  perfecting  changes,  we  are  convinced  that  the  measure 
before  you.  whose  basic  principles  are  must  admirable,  will  steadily 
build  up  a  sysmetrlcal  merchant  shipping  of  7.500.000  tons  gross  regis- 
ter, capable  of  carrying  the  greater  part  of  the  exports  and  imports 
of  the  country,  a  shipping  certain,  under  this  favoring  law.  to  grow 
with  the  growth  of  our  commerce,  maintaining  an  active  shipbuilding 
and  repair  Industry,  and  assuring  the  constant  readiness  of  a  large 
body  of  citizen  officers  and  seamen,  available  for  the  naval  reserve 
In  time  of  need. 

It  Is  our  earnest  expectation  and  desire  that  the  new  merchant 
marine  should  serve  In  a  fair  distribution  all  the  ports  and  trades 
of  the  United  States. 

American  Crtws 

Winthrop  L.  Marvin,  vice-president  and  general  manager  of 
the  American  Steamship  Owners'  Association,  denied  assertions 
that  American  steamship  owners  want  to  employ  Chinese  and 
other  foreigners  on  board  their  vessels.  He  submitted  a  resolu- 
tion adopted  last  year  by  the  association  favoring  employment 
of  American  citizens.  He  said  that  in  1921.  exclusive  of  masters. 
48  per  cent  of  the  crews  were  American  citizens  and  that  In  the 
last  six  months  of  1921  the  percentage  bad  increased  to  55  per 
cent  He  said  ships  under  the  American  fiag  in  the  Pacific,  how- 
ever, if  the  subsidy  bill  were  not  passed,  would  be  forced  to  em- 
ploy Asiatics  to  compete  with  the  snbsldlxed  Japanese  and  Cana- 
dian Pacific  lines.  He  said  the  Asiatic  was  appearing  already 
on  the  British  vessels  in  the  Atlantic  services  because  of  the 
preparations  of  the  British  to  meet  American  flag  competition. 
Mr.  Marvin  believed  there  would  be  a  market  for  a  substantial 
volume  of  Shipping  Board  tonnage  at  from  $25  to  $30  a  dead- 
weight ton  If  the  subsidy  bill  were  passed. 

Neptune  Association  Endorses  BUI 

The  subsidy  bill  was  Indorsed  by  John  F.  Milliken.  secre- 
tary and  treasurer  of  the  Neptune  Association.  His  statement 
follows: 

The  Neptune  Association  of  Licensed  Masters  and  Mates  of  Ocean 
and  Coastwise  Steam  Vessels.  Incorporated.  Is  an  Independent  or- 
ganization composed  of  approximately  T.OOO  licensed  masters  and 
deck  officers,  with  headquarters  at  New  York  City,  and  branches  In 
Boston.  Philadelphia.  Baltimore.  Norfolk.  New  Orleans  and  Seattle 

This  association  Is  In  favor  of  the  ship  subsidy  bill.  Nearly  all 
of  the  Industries  In  the  United  States  are  protected  by  a  tariff.  We 
believe  that  It  Is  vitally  necessary  for  our  country  to  have  an  ade- 
quate merchant  marine,  with  legislative  protection  and  government 
assistance,  to  deliver  the  goods  of  our  country  In  time  of  peace:  to 
spread  American  doctrines  and  develop  American  business  throughout 
I  the  world,  and  to  assist  our  navy  In  time  of  war. 

It  Is  our  opinion  that  If  a  generous  subsidy  Is  not  provided  at 
this  time,  that  the  American  merchant  marine  now  engaged  In  for- 
eign trade  will  entirely  disappear  from  the  seas.  We  believe  that 
government  assistance  will  only.be  required  for  that  period  of  time 

become    firmly   established    In 
organize  the  same. 

necessary  for  the  future  success   of 

the  American  merchant  marine,  that  the  officers  be  100  per  cent 
American  citizens — treated  like  American  citizens  and  paid  an  Ameri- 
can wage.  We  have  the  finest  navy  In  the  world.  The  statistic* 
Compiled  by  the  Bureau  of  Navigation  show  that  the  United  States 
navy  Is  M  per  cent  American,  of  which  11. SI  are  American  born.  The 
American  naval  officer  Is  equal.  If  not  superior,  to  the  navsl  officers 
of  any  other  country.  Our  merchant  marine  can  and  should  be  an 
efficient  as  our  navy.  The  American  merchant  marine  officer  Is  as 


which  they  are  now  liable  under  the  law.  Captain  Hedemark,  for- 
merly master  of  the  S.  S.  "Argar."  has  had  his  small  savings  of  a 
life  time  swept  away,  and  he  has  been  forced  into  bankruptcy,  by  a 
Judgment  which  holds  him  responsible  for  the  unpaid  wages  of  the 
crew. 

If  a  ship  subsidy  bill  is  enacted  it  should  be  strictly  enforced. 
In  our  opinion  the  merchant  marine  act  of  1920,  also  known  as  the 
Jones  bill,  would  have  gone  a  long  way  toward  giving  this  country  a 
merchant  marine  If  it  had  been  enforced.  We  hope  that  a  generous 
subsidy  will  be  passed  without  any  unnecessary  delay  and  that  it  will 
be  strictly  enforced. 

The  greatest  nations  have  always  controlled  the  sea.  The  future 
greatness  and  prosperity  of  our  country  depends,  to  a  large  extent, 
upon  Immediate  legislation  favorable  to  our  merchant  marine. 

The  Neptune  Association  earnestly  urges  the  early  passage  of  a 
subsidy  bill  and  trusts  to  the  great  knowledge  and  wide  experience 
of  the  members  of  this  joint  committee  of  Congress  to  frame  a  bill 
which  will  enable  our  country  to  have  a  merchant  marine. 

Indications  pointed  to  the  conclusion  of  the  ship  subsidy 
hearings  the  first  week  in  May  or  a  few  days  thereafter. 


SHIPPING   BOARD   SALARIES 
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By  a  vote  of  145  to  137  the  House,  April  25,  for  the  fourth 
time  rejected  the  conferees'  report  on  Shipping  Board  salaries. 
which  had  been  approved  by  the  Senate.  The  bill  was  sent  back 
to  conference  again. 

The  conferees  proposed  that  the  bill  provide  that  six  em- 
ployes be  paid  not  to  exceed  $25,000  a  year;  two  at  not  to  exceed 
$20,000  each,  and  one  at  not  to  exceed  $15,000. 

The  original  Senate  proposal  was  that  there  be  thirteen 
employes  paid  In  excess  of  $11,000.  while  the  House  has  stood 
by  iU  proposal  that  only  six  employes  shall  receive  between 
$11.600  and  $25,000. 

The  conferees'  report  also  eliminated  the  provision  allow- 
ing the  board  to  use  up  to  $55,000,000  out  of  receipts. 


governmen     ssssance  w       ony     e  requ 
necessary  for  the  American  people   to 
the  ihlpplng  business  and  to  thoroughly 
We  feel  that  It  Is  absolutely  necessa 


. 

efficient  and  capable  as  any.     Due  to  the  preeent  hard  times  and  low 
wages,  many  of  our  bent  men  have  left  the  sea. 

The  press  of  foreign  countries  lead  us  to  believe  that  other  *n\  - 
<  rnmenls  may  object  strenuously  to  the  ship  subsidy  bill  as  orirlnallv 
drawn  up.  We  respectfully  submit  that  no  foreign  government  «>nl<l 
rightfully  object  to  subsidizing  the  men.  We  believe  thst  the  Ameri- 
can merchant  marine  officers  should  receive  as  a  minimum  the  nnvy 
rate  of  pay.  The  captain  nhotild  receive  the  salary  of  a  commander 
In  the  navy;  the  first  officer  should  receive  the  equivalent  of  a  lieu- 
tenant; the  second  officer  should  receive  the  salary  of  a  lieutenant 
(junior  grade),  and  the  third  and  fourth  oflcer*  should  receive  MI- 
NIUM as  an  ensign  In  the  navy. 

It  Is  oar  belief  that  the  navigation  lawn  should  be  changed  so 
that  every  officer  on  a  ship  flying  the  American  flag  should  be  an 
American  cltisen.  We  have  the  rane  of  the  rxblenhlp  "Restorer." 
flvln«  the  American  flag.  Inspected  by  the  United  States  Hoamboat- 
Inspectkm  Service,  employing  British  officers.  A  law  should  sUo  be 
enacted  which  would  (rive  nn  American  citizen.  out  of  the  United 
fltates.  the  right  to  vote  No  man  nhould  be  disfranchised  because 
b»  follow*  the  sea  for  »  llvlnr  The  mmiterR  of  our  uhlpx  should  be 
relieved  of  the  responsibility  of  paying  the  debt*  of  their  nhipn.  for 


SHIPPING  BOARD  LOSSES 

Tht  Traffic  World   Washington  Bureau 

Chairman  Lasker  of  the  Shipping  Board  this  week  made 
public  the  following  statement  on  operating  figures: 

For  the  month  of  March  the  total  expenses  Incurred  In  excess  of 
Income  from  vessel  operations  (Including  overhead,  repairs,  insurance. 
and  lay-up  expenses),  were  $3.704.155.22.  These  excesses  for  February 
were  $3,089.459.41.  The  Increase  was  due  first  to  the  fact  that  March 
was  a  longer  month  than  February,  and  that  the  total  voyages  reported 
for  February  were  155.  while  the  total  voyages  for  March  were  188. 
the  voyage  In  each  Instance  being  a  round-trip  cm-. 

The  net  excess  of  outlay  over  Income  on  voyage  operations  for 
March  (excluding  overhead,  repairs  and  Insurance)  was  $1.019.860.  as 
against  $5*3.2*0.80  for  February.  The  same  reason  for  the  Increase 
applies  to  this  Item  as  to  the  preceding  one.  together  with  the  fact 
that  tanker  income  was  lower. 

The  tanker  voyage  excess  Income  over  outlay  for  March  was 
$1*0.8(8.16.  as  against  $534.481.45  for  the  month  of  February.  This 
decrease  In  excess  Income  was  primarily  due  to  the  decrease  In  voy- 
ages, which  were  41  In  February  and  37  in  March. 

Charter  hire  receipts  for  the  month  of  March  were  $88,139.03,  as 
against  $65.411.60  for  the  month  of  February. 

The  repairs  In  March  amounted  to  $1.313.299.88,  as  against  $1.050.000 
In  February.  This  Increase  Is  due  to  the  greater  number  of  days  In 
March  than  In  February. 

Insurance  premiums  for  March  were  $391.565.84.  and  for  February 
I3M.IW.U.  This  Increase  Is  due,  naturally,  to  the  greater  number  of 
voyages  made  In  the  last  month. 

The  lay-up  expenses  were  reduced  from  $413.076.60  In  February 
to  $181.018.77  In  March.  In  January  they  were  $466.170.83. 

Salaries  and  wages  In  March  were  practically  the  same  as  those 
for  February,  amounting  to  $477.410.58  for  March  and  $477,546.93  for 
February. 

There  was  a  decrease  In  general  expenses  from  $300,601.05  in 
February  to  $210.120.68  In  March. 

Chairman  Lasker  In  making  public  the  above  statement  again 
emphasized  that  In  Its  accounting  the  board  does  not  figure  capital 
charges  and  several  forms  of  Insurance  which  the  board  carries  Itself. 
These  omissions  are  In  line  with  established  government  practice. 

The  chairman  strongly  feels  that  inability  to  Include  proper  pro- 
portion for  capital  charges  In  monthly  statements  results  In  failure  to 
give  a  true  picture  of  the  losses  such  as  all  commercial  statements 
should  reflect.  Chairman  Lasker  said  that  the  board  Is  still  covering 
M  routes  so  that  American  shippers  can  ship  to  any  port  of  the  world. 

PAYMENTS  TO  SHIP  BUILDERS 

The  Tragic  World  Washington  Bureau 

Charges  by  Stiles  E.  Dodge,  a  traveling  auditor  in  the  em- 
ploy of  the  Shipping  Board,  that  overpayments  were  being  made 
and  had  been  made  to  shipbuilders  In  settlements  growing  out 
of  cancellation  of  war  contracts,  were  met  by  A.  D.  Lasker,  chair- 
man of  the  board,  with  the  answer  that  Dodge  was  "speaking 
silly  bunk." 

Dodge  notified  newspaper  men  Sunday,  April  23,  that  he 
had  Information  relative  to  the  Shipping  Board.  He  also  made 
his  charges  to  Representative  Clyde  M.  Kelly.  In  a  statement 
Issued  late  April  24,  Chairman  Lasker  said: 

Last  night  a  newspaper  correspondent  communicated  to  me  » 
digest  of  the  statement  rnnde  by  Stiles  E.  Dodge,  a  traveling  auditor 
in  the  employ  of  the  Shipping  Board.  I  made  the  following  state- 
ment, based  on  the  meager  Information  given  me  on  the  tejephone,  but 
which  statement,  after  Inventlgatlon.  I  today  reaffirm: 

"I  never  heard  of  the  man.  I  have  heard  of  the  Incident.  The 
type  of  man  he  must  be  Is  evidenced  by  the  fact  that,  though  my 
door  In  open  to  every  employe,  he  has  never  been  to  report  to  me. 
There-  l»  no  sruft  and  there  IF  no  scandal  under  the  present  Board. 
Thl«  man  must  be  the  'hunk.1  The  whole  story  must  be  silly  'bunk.1  " 
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When  Mr.  Dodge  alleges  that  the  present  board  Is  wasting  govern- 
ment money  In  settlements  he  Is,  as  I  said  last  night,  speaking  silly 
bunk,  as  evidenced  by  the  facts. 

The  present  Shipping  Board  has  up  to  date  authorized  the  settle- 
ment of  286  claims  of  contractors,  for  amounts  aggregating  $19.919,- 
660.54.  The  net  amount  payable  In  cash  from  the  Treasury  of  fhe 
United  States,  after  deducting  offsets  by  contractors.  Is  $448,320.42. 
The  cash  amounts  allowed,  and  which  were  accepted  on  the  approx- 
imate )20,000.000,  were  about  $2,150,000;  but  as  against  that  certain 
companies  In  their  settlements  admitted  owing  the  Shipping  Board 
$2,000,000  In  excess  of  their  claims,  making  net  cash  settlement  on  the 
$20,000,000  claims  of  $450.000. 

The  cases  that  were  settled  by  the  claimants  paying  approximately 
$2.000.000  to  the  board  involved  all  told  the  adjustment  of  claims 
of  approximately  $7,000,000;  so,  deducting  these  particular  claims. 
which  involved  very  large  sums,  the  net  is  that  $13,000,000  in  claims 
have  been  settled  for  approximately  $2,500,000,  or  a.  little  less  than 
twenty  per  cent. 

This  gives  the  net  of  the  settlement  of  claims  from  the  time  the 
present  Shipping  Board  came  Into  office  until  this  morning.  Of  course, 
we  cannot  hope  to  keep  up  such  a  record;  it  simply  has  worked  out 
that  way  up  to  the  present  moment,  and  large  settlements  will  have 
to  be  forthcoming  in  the  future,  but  certainly  the  record  up  to  date 
would  not  Indicate  waste  under  the  present  Shipping  Board. 

So  far  as  the  Standifer  case  to  which  Mr.  Dodge  refers  is  con- 
cerned, this  Involves  the  Interpretation  of  contracts  made  and  work 
completed  before  the  present  Shipping  Board  ever  came  into  office. 
The  case  Is  now  being  heard  before  the  Claims  Commission  of  the 
Shipping  Board,  consisting  of  Judge  W.  D.  Meals,  formerly  of  the 
Superior  Court  of  Ohio,  chairman;  Mr.  A.  W.  Teele,  vice-president  of 
the  National  Accountants  Association;  Captain  R.  M.  Watt  of  the 
Navy,  formerly  chief  constructor  of  the  navy,  and  Mr.  P.  W.  Wood, 
formerly  president  of  the  Berryman  Steel  Company  of  Baltimore. 

Because  of  the  wide  Interest  in  the  Standifer  case,  the  entire 
Claims  Commission  is  sitting  on  the  case,  though  usually  only  one 
member  sits  on  a  case  and  then  reports  to  his  colleagues.  In  addi- 
tion, stenographic  reports  are  being  taken  of  the  entire  hearings,  and 
the  press  was  formally  offered  some  daily  when  the  hearings  began. 

After  the  Claims  Commission  hears  the  case  it  will  make  Its  rec- 
ommendation to  the  Shipping  Board,  and  the  Shipping  Board  will  in 
turn  pass  on  It.  So  that  for  any  finding  unjust  to  the  government  to 
be  forthcoming,  there  would  have  to  be  lack  of  judgment  or  some- 
thing worse  on  the  part  of  the  Claims  Commission  and  the  Shipping 
Board, 

The  record  of  the  Shipping  Board  up  to  date  in  its  settlements  is 
the  most  eloquent  testimony  that  the  Standifer  case,  like  all  others, 
will  be  handled  coldly  on  its  merits. 

The  whole  Standifer  case  arose  before  the  present  board  came  into 
office,  and  the  board  is  sitting  without  prejudice  to  ascertain  the  facts. 
Mr.  Dodge  attended  the  sessions  of  the  Claims  Commission  for  a  part 
of  one  morning  and  then  disappeared  and  has  not  reported  to  the 
counsel  for  the  United  States  Shipping  Board  when  requested  so  to  do. 
While  he  reported  his  arrival  to  Mr.  Brown,  the  secretary  of  the 
Claims  Commission,  he  did  not  report  to  his  superiors  in  this  case. 

It  is  claimed  by  Mr.  Dodge  that  the  dismissal  last  week  af  Act- 
ing Comptroller  L.  M.  Stevens  was  due  to  the  fact  that  the  comptroller 
believed  the  government's  interests  were  not  being  properly  pro- 
tected. This  is  not  within  th  facts  and  is  pure  moonshine.  Mr. 
Stevens  was  rempved  for  the  good  of  the  service  because  of  inefficiency 
and  was  so  notified  in  the  presence  of  witness. 

I  have  attempted  this  morning  to  get  in  touch  with  Mr.  Dodge 
that  I  might  learn  from  him  exactly  what  is  working  in  his  mind.  I 
have  failed  to  do  so.  In  the  face  of  his  bursting  into  the  press  instead 
of  his  reporting  to  his  superiors,  I  have  ordered  him  suspended  until  he 
can  appear  before  me. 

In  relation  to  the  Todd  (Shipbuilding  Company)  case  to  which 
Mr.  Dodge  refers,  this  case  involves  transactions  completed  long  be- 
fore the  present  board  came  into  office.  The  present  board  is  just 
about  to  get,  through  its  Claims  Commission,  to  a  consideration  of 
the  Todd  case;  but  nothing  has  been  done  by  the  present  board  or  its 
Claims  Commission  yet  in  relation  to  passing  judgment  on  the  case. 
Preliminary  work  has,  of  course,  been  done  in  order  that  the  facts 
might  be  properly  presented  to  the  Claims  Commission  and  then  be 
forwarded  bv  the  Claims  Commission  to  the  Shipping  Board  for  ad- 
judication. In  the  work  that  has  been  done  have  been  several  audits 
by  prior  boards,  and  a  test  audit  has  also  been  made  by  the  present 
board.  One  of  the  reasons  Mr.  Dodge  was  brought  on  to  Washington 
was  that  the  proper  authorities  here  might  discuss  with  him  the  work 
he  had  done  on  the  case  and  the  necessity  for  further  audits. 

The  present  Shipping  Board  welcomes  the  closest  scrutiny  of  all 
its  actions. 

No  matter  how  many  employes  there  may  be  in  the  Shipping 
Board  or  how  many  associates  I  may  have,  I  shall  take  full  personal 
responsibility  for  anything  that  goes  wrong  or  that  would  not  measure 
up  to  the  dictates  of  honor  or  Judgment.  I  have  no  desire  to  evade 
the  issue. 

Chairman  Lasker  announced  April  26  he  had  summoned  Mr. 
Dodge  to  appear  before  the  claims  commission  of  the  board 
April  28  to  testify  under  oath  as  to  claims  of  the  Standifer 
Construction  Company.  The  chairman  said  he  had  been  unable 
to  get  in  touch  with  Mr.  Dodge. 


JONES  ACT  ENFORCEMENT  HEARING 

New  York,  April  26:  Among  the  large  number  of  witnesses 
who  appeared  at  the  Shipping  Board  hearing  to  determine  the 
adequacy  of  American  tonnage,  there  -was  not  one  who  voiced 
approval  of  the  board's  announced  determination  to  enforce  sec- 
tion 28  of  the  Jones  act,  the  object  of  which  is  to  restrict  the 
granting  of  preferential  rail  rates  for  export  products  to  those 
destined  to  be  sent  abroad  in  American  bottoms.  The  hearing, 
which  lasted  two  days,  was  not  confined  to  the  question  of 
adequacy  of  tonnage,  as  stated  in  the  call  and  in  the  opening 
statement  by  Commissioner  F.  I.  Thompson,  most  of  the  wit- 
nesses digressing  to  the  extent  of  explaining  the  hardships  the 
enforcement  of  the  mooted  section  would  work  on  their  par- 
ticular Industries. 

Shippers  of  grain  and  grain  products  consumed  nearly  the 
whole  of  the  first  day.  They  testified  that  the  flag  under  which 
their  tonnage  moved  to  foreign  lands  was  determined  by  the 
needs  and  conditions  of  the  day  on  which  It  was  loaded,  almost 
by  the  hour,  and  the  difficulty  of  applying  preferential  rates 
under  such  conditions,  they  said,  was  obvious. 


Their  opinions  were  strikingly  unanimous  on  one  point- 
namely,  that  the  enforcement  of  the  section  would  do  little  to 
aid  American  ships  and  ship-owners;  rather,  they  said,  It  would 
do  harm  because  foreign  ships  would  dock  at  Canadian  ports, 
where  no  discrimination  would  exist,  and  American  grain  would 
move  through  Canada  in  much  greater  quantities  than  it  had 
heretofore.  Walter  Moore,  of  the  Produce  Exchange  of  New 
York,  said  that  of  the  118  grain  cargoes  for  which  he  closed 
in  the  last  year,  all  were  for  shipment  in  foreign  bottoms.  The 
reason  for  that,  he  said,  was  because  the  rates  and  services 
offered  by  those  vessels  were  so  much  superior  to  those  offered 
by  Americans  that  he  doubted  whether  the  restriction  of  prefer- 
ential rates  to  American  ships  would  cause  a  change. 

Baltimore,  Norfolk  and  Philadelphia  grain  men  all  had  indi- 
vidual objections  to  the  board's  plan.  H.  J.  Horen,  of  the  Phila- 
delphia Commercial  Exchange,  found  fault  with  the  proposal  of 
the  board  to  base  the  enforcement  or  non-enforcement  of  the  sec- 
tion on  the  adequacy  of  American  bottoms.  He  said  that  such 
a  plan  would  undoubtedly  result  in  granting  preferential  rates 
to  American  vessels  at  New  York,  while  at  Philadelphia,  where 
American  tonnage  was  wholly  inadequate,  the  present  6%  differ- 
ential over  New  York  on  grain  would  be  augmented  on  account 
of  the  inability  of  shippers  at  that  port  to  charter  American 
vessels. 

In  opening  the  hearing,  Commissioner  Thompson  said: 

Approximately  twelve  months  ago  the  Shipping  Board  certified  to 
the  Interstate  Commerce  Commission,  as  provided  by  the  statute. 
that  adequate  facilities  did  not  exist,  and  section  28  of  the  Merchant 
marine  act  had  never  been  operative. 

Since  such  certification,  the  completion  and  assignment  to  opera- 
tion of  certain  types  of  vessels  considered  essential  for  full  complement 
of  service  has  been  made,  and  the  Shipping  Board  now  has  before  it  for 
determination  the  question  of  certification  to  the  Commission  that 
sufficient  facilities  now  exist  to  warrant  the  application  of  this 
preferential  feature  of  the  marine  law. 

In  this  connection  the  Shipping  Board  has  designated  this  com- 
mittee to  ascertain  the  views  of  commercial  and  maritime  interests 
of  the  United  States  and  this  hearing,  therefore,  is  directly  upon  the 
adequacy  of  tonnage  under  the  American  flag  to  and  from  the  vari- 
ous ports  of  the  world,  to  care  for  the  moving  commerce,  and  is  not 
upon  any  beneficial  or  adverse  effect  the  operation  of  section  28 
would  have. 

Sugar  and  steel  men  were  prominent  on  the  second  day,  as 
were  members  of  commercial  and  shippers'  organizations.  P. 
M.  Ripley,  of  the  American  Sugar  Refining  Co.,  said  he  could  ex- 
press a  more  authoritative  opinion  if  he  were  told  exactly  what 
the  board  meant  by  "adequate  shipping  facilities."  It  was  sug- 
gested to  him  that  he  propound  the  question,  with  its  various 
angles,  to  the  board,  and  that  a  full  and  complete  answer,  on 
which  he  could  base  his  opinions,  would  be  forthcoming. 

William  Helman,  representing  eleven  large  steel  interests, 
and  the  export  and  import  committee  of  the  National  Industrial 
Traffic  League,  told  the  commissioners  that  it  was  necessary  for 
the  steel  makers  in  this  country  to  use  foreign  vessels  In  order 
to  fill  their  contracts.  He  said  the  steel  interests  could  not  be 
accused  of  discriminating  against  American  bottoms,  for  figures 
showed  that  the  companies  he  represented  had  shipped  over  56 
per  cent  of  their  ocean  tonnage  in  American  vessels.  Enforce- 
ment of  section  28  would  mean  a  direct  loss  of  $2.13  a  ton  to  his 
principals,  he  said,  because  that  was  the  difference  between  the 
export  and  domestic  rail  rates,  Pittsburgh  to  New  York,  on  steel. 
That  figure,  he  said,  took  no  account  of  the  difference,  between 
48  hours  and  ten  days  of  free  storage  time,  in  the  two  rates. 

Besides  Commissioner  Thompson,  Commissioners  Benson  and 
Chamberlain  were  present.  They  were  assisted  by  Clifford 
Smith,  secretary  of  the  board,  and  W.  L.  Clark,  traffic  expert. 
Attorney-Examiner  C.  F.  Gerry  was  present  as  representative 
of  the  Interstate  Commerce  Commission. 


BENSON'S  AWARDS  UPHELD 

The  Traffic  World  Washington  Bureau 

The  Claims  Commission  of  the  Shipping  Board  has  ruled 
that  Admiral  Benson,  while  the  sole  member  of  the  board  in  the 
period  from  March  to  June,  1921,  was  authorized  to  approve 
awards,  subject  to  audit,  made  by  the  board  of  trustees  of  the 
Emergency  Fleet  Corporation. 

The  question  of  whether  or  not  Admiral  Benson  had  that 
power  was  raised  at  a  hearing  before  the  Claims  Commission,  on 
the  claim  of  the  Standifer  Construction  Company  of  Vancouver, 
Wash.,  on  account  of  cancelled  contracts.  C.  G.  Parker,  of  the 
law  division  of  the  Fleet  Corporation,  asserted  that  Admiral  Ben- 
son was  without  authority  to  approve  such  awards. 

On  May  26,  1921,  the  board  of  Trustees  passed  resolutions, 
subject  to  the  approval  of  the  Shipping  board,  awarding  the  Stan- 
difer Construction  Company  the  sum  of  $2,791,725.07,  subject  to 
audit.  This  award  was  approved  by  Admiral  Benson,  and  on 
June  7,  1921,  $500,000  was  paid  to  the  Standifer  Construction 
Company,  on  account,  and  the  balance  was  to  be  paid  when  the 
accounts  of  the  contracts  were  audited. 

Frank  Hogan,  attorney  for  the  Standifer  Construction  Com- 
pany, produced  in  evidence  the  correspondence  between  President 
Harding  and  Admiral  Benson,  whereby  the  latter  was  requested 
by  the  President,  under  date  of  March  11,  1921,  to  act  as  the  de 
facto  Chairman  of  the  Shipping  Board  and  authorized  to  function 
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"as  though  the  board  were  fully  organized,  and  assert  full  au- 
thority under  the  law."  Admiral  Benson  replying  to  the  Presi- 
dent under  date  of  March  11,  1921.  said  "I  will  immediately  as- 
sume full  authority  and  will  carry  on  the  functions  of  the  United 
States  Shipping  Board  and  discharge  all  the  necessary  duties  in 
connection  therewith."  Mr.  Hogan  further  quoted  from  Section 
S  of  the  Merchant  Marine  Act  of  1920.  to  sustain  his  opinion  that 
Admiral  Benson  was  Chairman  de  jure  as  well  as  de  facto. 

Mr.  Hogan  stated  that  as  a  result  of  the  audit  made  by  the 
Fleet  Corporation's  representatives,  there  was  due  his  clients 
approximately  $3,000.000  whereas  the  government  contends  that 
the  audit  shows  the  amount  to  be  approximately  $1,600.000.  The 
Claims  Commission  will  pass  on  the  items  in  dispute. 


OCEAN  RATE  QUOTATIONS 

Tht   Tnfe   World   Wtikinalon   Burtan 

"The  ocean  freight  rates  in  the  table  below  are  market  quo- 
tations of  the  conference  lines  as  of  March  30,  1922,"  the  Depart- 
ment of  Commerce  says.  "Due  to  the  present  excess  of  steamers 
over  current  trade  requirements,  and  the  competition  of  non- 
conference  ships,  lower  rates  are  frequently  obtainable.  It 
should  be  understood  that  these  rates  are  merely  Indicative  of 
the  market,  and  that  they  should  be  confirmed  by  a  reliable 
shipping  or  freight-forwarding  company  before  cargo  is  booked. 

Current  Ocean  Freight  Rates  From  Port  of  New  York,  March  30,  1922 

From  New  Agricultural 

York  to        O«neral  cargo1     Machinery  implement*'  Automobile 

Buenos  Ay  re*.  W/M    'ItO.OO    W/M    flt.OO  W/M    110.00  W/M   $10.00 

Rio  de  Janeiro  W/M       17.0*    W/M       If. 00  W/M      10.00  W/M      10.00 

Valparaiso    ..             (•)                            .CS/.1C                  .45/.80  Cu.  ft.        .M 
Cape  Town, 

South  Africa  W/M      21.00    W/M      23.00  W/M     21.00  W/M     21.00 

•> W/M      M.OO     W/M      20:00  W/M     20.00  W/M      15.00 

Bombay W/M  SlOO  W/M  20.00  W/M  20.00  W/M  11.00 

Singapore W/M  U.OO  W/M  12.00  W/M  12.00  W/M  11.00 

Shanghai W/M  13.00  W/M  12.00  W/M  11.00  W/M  12.00 

Yokohama;...   W/M  11.00  W/M  12.00  W/M  12.00  W/M  11.00 

Uptutantlnople  W/M  ».00  W/M  ».0t  W/M  11.0J  W/M  14.00 


.40/.7S 


W/M 
W/M 


(.0*    Co.  ft 


.4S/.N        W/M      11.00     Cu.  ft        .U 
.45/.32H     W/M 


Havre .40/.7& 

Uoteburg JO 

Hamburg...  .4S/.12S  .4S/.32V4    W/M       ».M    Cu.  ft.        .45 

lx>ndon .40/75  ; 40/75  .1S/.CS    Cu.  ft.       .U 

1  Boots  and  ahoes.  cotton  goods,  and  tires  usually  go  at  cargo  rate*. 

'  Tractor*  usually  go  at  the  same  rate  a*  agrtculaural  Implements. 

1  Weight  (per  1.140  pounds)  or  measure  (per  40  cubic  feet)  at  ships 
•  •;•••••: 

•Class  and  commodity  rate* — First  class  O.CS/S.1C:  second  class. 
O.CO/l.wT.  third  class.  O.U/.H).  Katea  quoted  with  /,  such  a* 
O.«i/ 1.14).  mean  tt  centsoer  cubic  foot  or  11. 1C  per  400  pounds. 


... 
•  High-grade 


TONNAGE  IN  AMERICAN  VESSELS 

Tkt  Tnfe  WorU  Wuluofon  Bmrtn 

"Figures  on  the  foreign  water  borne  trade  of  the  United 
States  for  the  month  of  March  show  a  great  Improvement  In  the 
amount  of  cargoes  moving,  of  all  kinds  and  In  both  directions," 
according  to  the  Shipping  Board's  Bureau  of  Research.  "The 
Increase  in  dry  cargoes  was  20  per  cent  over  February,  and  In 
tank  ship  movements  was  31  per  cent  over  February,  the  total 
Increase  being  23  per  cent.  Despite  this  increase  of  total  trade, 
the  percentage  of  our  commerce  carried  in  American  bottoms 
remains  far  below  what  tt  should  be."  The  bureau  continued: 

General  cargo  excluding  tanker  ahlpment*.  or  dry  cargo,  amounted 
to  1.S44.000  ton*,  or  (44.000  ton*  more  than  In  February.  Moat  of  thl* 
Increaae  lay  In  the  export  trade,  which  exceeded  that  of  the  prevlou* 
month  by  575.000  ton*  or  H  per  cent.  March  export*  were  greater 
than  any  month  since  August.  1)21,  the  peak  of  the  grain  export  move- 
ment Dry  im|ort*  were  1.157.000  tona  or  I  per  cent  over  February, 
and  the  highest  figure  attained  alnce  April.  1)21. 

American  snipe  carried  but  15  per  cent  of  both  the  Import  and 
the  export  trade  In  dry  cargo.  It  is  vitally  neceaaary  for  the  com- 
mercial security  of  the  United  State*  to  develop  the  carriage  In  Ameri- 
can bottom*  of  at  leaat  M  per  cent  of  thl*  dry  or  general  cargo  as 
distinguished  from  the  tanker  ahlpmenta.  For  three  month*  of  lad 


its  27  Congressional  votes  on  the  St.  Lawrence  project  for  27 
New  York  votes  in  favor  of  the  rivers  and  harbors  bill. 

"We  urge  the  speedy  completion  of  the  Mississippi  River 
as  an  outlet  to  the  sea  southward,"  said  one  of  the  resolutions 
adopted,  "and,  as  part  of  the  plan  of  national  transportation,  that 
this  government  join  with  Canada  in  such  rectification  and  im- 
provement of  the  St.  Lawrence  River  as  will  mace  the  Great 
Lakes  an  arm  of  the  ocean." 

Other  resolutions  recommended  the  "extension  of  govern- 
ment-controlled or  other  efficient  barge  service  to  the  waters  of 
the  upper  Mississippi  River,"  and  the  passage  of  the  $42,000,000 
rivers  and  harbors  bill.  Railroad  operation  of  boat  lines  was 
opposed. 


CONFERENCE  ON  NEW  ORLEANS  RATES 

A  conference  of  shippers  and  carriers  was  held  in  the  rooms 
of  the  Illinois  Freight  Association,  Chicago,  April  26,  to  consider 
steps  to  be  taken  to  re-align  rates  from  Chicago  and  Illinois 
Rate  Committee  territory  to  New  Orleans,  in  order  to  preserve 
some  sort  of  relationship  between  the  cost  of  moving  goods  to 
the  Gulf  ports  from  the  middle  west  and  the  cost  of  moving  them 
to  the  same  destination  from  New  York,  via  the  Morgan  Line. 

Numerous  shippers  were  present,  many  of  whom  said  they 
were  losing  a  considerable  amount  of  business  in  the  South  be- 
cause of  the  substantially  lower  basis  of  water  rates  to  New 
Orleans  from  New  York.  The  carriers  seemed  disposed  to  listen 
to  these  pleas  with  a  certain  degree  of  sympathy,  and  the  matter 
was  freely  discussed. 

It.  was  decided  to  appoint  a  shippers'  committee,  of  which 
J.  A.  Brough.  president  of  the  Chicago  Shippers'  Conference,  is 
to  be  chairman,  and  on  which  representatives  of  the  Chicago 
Chamber  of  Commerce,  the  Illinois  Manufacturers'  Association, 
the  Illinois  Industrial  Traffic  League,  the  St.  Louis  Chamber  of 
Commerce,  the  East  St.  Louis  Association  of  Commerce,  and  rep- 
resentatives of  shippers  in  southeastern  Wisconsin  are  to  serve. 

This  committee  is  to  confer  with  the  carriers,  represented 
by  the  members  of  the  Ohio  River-Mississippi  Valley  Rate  Com- 
mittee, as  to  the  extant  of  re-adjustment  necessary  in  order  to 
preserve  a  fair  portion  of  the  New  Orleans  market  to  middle 
western  shippers  and  producers. 

The  following  list  contains  the  commodities  named  in  the 
call  for  the  conference,  the  feeling  being,  however,  that  any  com- 
modity with  which  the  New  York  metropolitan  district  competed 
with  Illinois  territory  in  the  vicinity  of  the  Gulf  port,  and  on 
which  actual  water  movement  existed,  would  be  considered: 

Ammunition,  vli. :    Cartridge*  (paper  ft  metallic  shells). 

Bagging,  new  or  old;  cotton  bale  covering;,  hentp  or  jute. 

Baking  powder. 

Clarlpnoa. 

Cordage,  vis.:    Oakum  and  packing;  ilaal  rope;  alital  twine,  Includ- 
ing binder  twine  and  alaal  lath  yarn. 
•n  cyrup  (gluco*e). 
•on  waate,  packing  or  wiping,  manufactured. 

Drug*  and  medicine*  (patent  or  proprietary). 

K|>*om  **Jt*. 

Furniture  and  furniture  part*  rated  fourth  class  or  higher  In 
South.-™  Claaalflcatlon;  achool  deak*  and  school  Beat*. 

Granite  or  enameled  ware,  plain,  Mumped  or  japanned  tinware; 
galvanised  bucket*:  tub*  and  can*;  coal  hod*. 

Insulator  and  Inaulatlng  tube*,  cleat*  and  knob*,  stoneware,  Klaus. 
porcelain  or  terra,  cotta. 

Iron  and  steel  article*  rated  "apeclal  Iron,"  In  carload*  In  South- 
ern Classification. 

Leather  (harness  and  *ole). 

Batches. 

Muilcal  Instruments,  vis.:    Piano*  and  organ*. 

Paint  and  paint  material. 

Paper,  paper  article*  and  paper  bag*,  rated  Clac*  A  In  Southern 
Classification.  Including  newsprint  paper. 

Plate,  enameling  (sh«-.-t  Iron  or  sheet  steel). 

Lumber  material.  vl«..  rated  third,  fourth  and  fifth  class  In  South- 
ern Classification. 

Tin  plate  or  tern  plate. 

Saw*,  parked. 


year  American  ships  carried  over  forty  per  cent  of  this  traffic.     The 
average  for  the  calendar  year  wa*  14!  per  cent     That  thl* 
being  still  further  lowered  ihnuld  give  cau«e  for  concern. 


Tanker  Import*  for  March  exceeded  thoae  of  February  by  23  per 
cent  and  the,  export  of  bulk  oil  wa*  (1  per  cent  over  the  previous 
month.  American  re**el*  handled  I*  per  cent  of  the  Inward  movement 
of  1.COO.OOO  ton*  and  M  per  cent  of  the  export  of  4M.OOO  ton*,  or  77  per 
•  f  the  total  tanker  trade. 

Traffic  OB  the  Oreat  Lake*  I*,  of  course,  practically  negligible  at 
thl*  season  of  the  rear. 

WATERWAY  IMPROVEMENT  URGED 

Consideration  of  water  transportation  occupied  a  large  part 
of  the  two-day  session  Of  the  Mlaalaalnnl  V.1U»  Amn^l.tlnn  at 
fVI"  r"T  ApTM  K  ami  M,  The  discussion  centered  around 
the  proposed  Great  Lakes-8t.  Lawrence  seaway  and  the  Improve- 
ment of  the  upper  Mississippi  River.  M.  J.  Sanders,  of  New 
Orleans,  opposed  the  first  mentioned  project,  declaring  that  Its 
endorsement  by  the  association  would  create  enemies  and  en- 
danger the  rivers  and  harbors  bill  now  before  Congress.  H.  H. 
Merrlck,  of  Chicago,  took  the  opposite  view,  and  said  that  re- 
fusal to  endorse  the  waterway  would  be  accepted  by  the  public 
as  an  admission  of  charges  that  the  Mississippi  Valley  had  traded 


PORT-TO-PORT   BILL   OF   LADING 

Tht  Traffic   World   Washington  Bureau 

Denial  of  a  report  that  a  new  port-to-port  ocean  bill  of 
lading  would  be  ready  for  use  on  Emergency  Fleet  Corporation 
vessels  In  the  next  few  days  was  made,  April  21,  by  Vice-Presi- 
dent Love.  In  charge  of  traffic.  Love  said  the  bill  had  been 
under  consideration  for  more  than  six  months,  and  that  while 
progress  was  being  made  in  the  negotiations  relative  thereto,  he 
could  not  say  when  the  work  would  be  completed.  He  said 
consideration  was  now  being  given  to  the  valuation  clause  and 
the  proof  of  damage  clause,  but  that  no  agreements  or  conclu- 
sions had  been  reached  with  regard  to  those  items  In  the  pro- 
posed bill. 

"We  are  getting  up  a  really  good  bill  of  lading,"  he  said, 
adding  that  he  expected  it,  when  completed,  to  be  accepted  by 
private  operators  as  well  as  by  Shipping  Board  operators. 


CHAMBER   TO   CONSIDER   TRANSPORTATION 
Transportation  will  be  one  of  the  subjects  taken  up  at  the 
tenth    annual    meeting    of    the  Chamber  of  Commerce  of  the 
1'nltPcl    States,  at   Washington,   May  16   to   18.    Railroads,   the 
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merchant  marine,  highway  transport  and  transportation,  and 
communication  abroad  are  Hated  for  consideration.  The  pro- 
gram calls  for  a  discussion  of  railroad  rate  regulation  under 
the  transportation  act,  railroad  security  issues  and  capital  ex- 
penditures, and  wages  and  working  conditions.  The  President's 
merchant  marine  program  will  be  discussed  from  the  viewpoint 
of  the  fanner,  shipper,  shipbuilder,  ship  operator.  The  Hague 
rules  and  uniform  bills  of  lading  also  will  be  taken  up.  Prac- 
tical highway  transport  regulation  will  be  discussed.  Port  ter- 
minals; use,  development  and  effect  of  internal  waterways  and 
the  railway  equipment  problem  also  will  be  discussed. 


TO  REIMBURSE  SHIP  BUILDERS 

The  Traffic  World  Washington  Bureau 

Senator  McNary  of  Oregon  has  introduced  a  bill  (S.  3485) 
authorizing  the  Shipping  Board  to  reimburse  builders  of  wooden 
ships  for  losses  sustained  as  the  result  of  the  cancellation  of  con- 
tracts and  the  abandonment  of  wooden-ship  construction.  The 
bill  provides: 

That  such  reimbursement  shall  not  include  a  profit  and  shall  not 
exceed  the  difference  between  the  actual  cost  of  the  shipyard  or  in- 
stallation plant  and  the  residual  value  thereof  at  the  time  of  its  full 
release  by  the  United  States  Shipping  Board  Emergency  Fleet  Cor- 
poration to  the  use  of  the  owner. 

That  no  claim  for  reimbursement  under  the  preceding  section 
shall  be  considered  by  said  board  unless  the  same  shall  be  filed  within 
three  months  after  the  approval  of  the  act. 

That  the  settlement  of  any  claim  arising  under  the  provisions 
of  the  act  shall  not  bar  the  United  States,  through  any  of  its  author- 
ized agencies,  or  any  committee  of  Congress  hereafter  appointed,  from 
the  right  to  review  such  settlement,  nor  the  right  to  recover  any 
money  paid  by  the  United  States  to  any  party  under  the  provisions  of 
this  act,  if  the  United  States  shall  have  been  defrauded;  and  that  the 
right  of  recovery  in  all  such  cases  shall  extend  to  the  executors,  ad- 
ministrators, heirs,  and  assigns  of  any  party. 

SHEEDY  SUCCEEDS  FREY 

Chairman  Lasker  of  the  Shipping  Board  announced  this 
week  that  on  notification  from  Dr.  Barker,  of  the  Johns  Hopkins 
Hospital,  Baltimore,  that  A.  J.  Frey,  vice-president  in  charge 
of  operations  of  the  Emergency  Fleet  Corporation,  who  is  seri- 
ously ill  there,  could  not  return  to  duty  for  an  indefinite  period, 
a  cablegram  was  sent  to  Joseph  F.  Sheedy,  present  European 
manager,  directing  him  to  return  to  the  United  States,  with  the 
title  of  acting  director  of  physical  operations,  under  Vice-Presi- 
dents Smull  and  Love.  Mr.  Sheedy  is  to  remain  in  Washington 
permanently.  His  position  as  European  manager  will  be  taken 
by  his  assistant,  Huntington  T.  Morse.  Mr.  Sheedy  recently 
returned  to  London  after  a  trip  to  Washington. 


SECTION  23  OF  MERCHANT  MARINE  ACT 
A  committee  composed  of  Commissioners  Chamberlain, 
Benson  and  Plummer  has  been  appointed  by  the  Shipping  Board 
to  act  for  the  board  in  all  matters  relating  to  and  arising  under 
section  23  of  the  merchant  marine  act,  subject  to  rules  and 
regulations  approved  by  the  board.  The  section  involved  pro- 
vides that  owners  of  vessels  flying  the  American  flag  and  oper- 
ated in  the  foreign  trade  shall  be  allowed,  as  a  deduction  for 
the  purpose  of  ascertaining  net  income  subject  to  the  war- 
profits  and  excess-profits  taxes,  an  amount  equivalent  to  the 
net  earnings  of  such  vessels  for  each  year  in  a  period  of  ten 
years.  The  owner  receiving  the  benefit  of  the  section  must  set 
aside  an  amount  equivalent  to  the  taxes  that  would  have  been 
payable  for  investment  in  new  vessels  of  a  type  approved  by  the 
board. 


MONEY  FOR  RIVERS  AND  HARBORS 
A  subcommittee  of  the  Senate  appropriations  committee  this 
week  approved  the  House  bill  appropriation  of  $42,815,661  for 
rivers  anl  harbors  as  against  the  $27,000,000  recommended  by  the 
Bureau  of  the  Budget. 


COFFEE  MEN  FAVOR  AMERICAN  SHIPS 
The  National  Coffee  Roasters'  Association  is  urging  its 
members  to  use  American  vessels  in  transporting  coffee  from 
Brazil  to  United  States  ports,  according  to  a  statement  issued 
by  W.  J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion in  charge  of  traffic.  The  Brazilian  exporters  have  promised 
they  will  ship  in  American  bottoms,  Mr.  Love  said.  The  Ship- 
ping Board  has  arranged  services  to  take  care  of  the  trade. 

FOREIGN  TRADE  CONVENTION  PROGRAM 
According  to  revised  programs  recently  sent  out  by  J.  L. 
Binda,  research  director,  the  May  11  sessions  of  the  Ninth 
National  Foreign  Trade  Convention,  at  Philadelphia,  will  be 
devoted  largely  to  ocean  shipping.  The  general  session  will 
hear  an  address  by  W.  J.  Conlen,  Philadelphia,  on  "The  Amer- 
ican Merchant  Marine"  and  another  by  W.  H.  Stevenson,  member 
of  the  Lake  Erie  and  Ohio  River  Canal  Board  of  Pennsylvania, 
Pittsburgh,  on  "The  Dependence  of  Our  Foreign  Trade  on  the 
Improvement  of  Our  Inland  Waterways."  Group  IV  of  the  con- 
vention will  hold  a  session  on  the  afternoon  of  May  11,  at 
which  the  principle  topic  will  be  "The  Responsibility  for  Loss 


and  Damage  in  Ocean  Shipments."  The  Hague  rules  will  be 
explained  by  Charles  S.  Haight,  of  the  International  Chamber 
of  Commerce,  New  York.  C.  B.  Heineman,  vice-president  of  the 
Institute  of  American  Meat  Packers,  Chicago,  will  present  the 
shippers'  views  on  these  rules,  and  W.  H.  Stayton,  of  the  Balti- 
more Steamship  Co.,  Baltimore,  the  carriers'  views.  A  speaker 
yet  to  be  selected  will  present  the  underwriters'  views. 

SALE  OF  SHIPPING  BOARD  VESSELS 
The  Shipping  Board  has  sold  four  steel  cargo  vessels  to  the 
Luckenbach  Steamship  Company.  The  amount  received  for  the 
ships  was  not  made  public.  The  ships  are  the  Eastern  Soldier, 
10,625  d.  w.  t;  the  South  Bend,  12,130  d.  w.  t.;  the  Marcia, 
11,876  d.  w.  t.;  and  the  Edellyn,  12,500  d.  w.  t.  The  vessels  were 
requisitioned  on  the  ways  during  the  war.  Recently  they  have 
been  tied  up  at  Hog  Island. 

STEVENS  RESIGNS  AS  SHIP  BOARD  CONTROLLER 
The  Shipping  Board  has  accepted  the  resignation  of  L.  M. 
Stevens,  as  controller  of  the  board.  Mr.  Stevens  served  only  a 
short  time,  having  recently  succeeded  E.  L.  Shepherd.  Chair- 
man Lasker  said  he  was  looking  for  a  man  to  take  charge  of  the 
department  who  could  straighten  it  out. 

SHIPPING    BOARD    SELLS   NOTES 

The  sale  of  $4,040,000  of  5  per  cent  notes  to  Goldman,  Sacks 
&  Co.  of  New  York,  at  98%  per  cent  of  par  and  accrued  interest, 
has  been  announced  by  the  Shipping  Board.  The  notes  were 
taken  by  the  board  from  the  Texas  Company  in  part  payment 
for  4  tankers. 


GUARANTY  DENIED  TO  STEAMSHIP  CO. 
The  Commision  has  ruled  that  the  provisions  of  section 
209  of  the  transportation  act  were  not  applicable  to  the  Chesa- 
peake Steamship  Company,  and  has  dismissed  the  company's 
application  for  a  settlement  thereunder.  It  held  that  the  com- 
pany was  not  a  carrier  within  the  meaning  of  paragraph  (a) 
of  section  209.  The  capital  stock  is  owned  by  the  Atlantic 
Coast  Line  and  the  Southern.  The  former  accepted  the  guar- 
anty, but  the  latter  did  not. 


COSTS  THEN  AND  NOW 

"In  looking  over  an  old  memorandum  book  the  other  day," 
said  J.  J.  Wait,  manager  of  the  traffic  department  of  Hibbard, 
Spencer,  Bartlett  and  Company,  my  attention  was  arrested  by 
the  expense  account  of  a  business  trip  to  London  that  was  start- 
ling in  view  of  present  day  costs. 

I  was  away  from  Chicago  a  month,  sailing  from  Boston  to 
London  direct  (Tilbury  Dock),  and  the  total  expense  of  the  trip, 
including  the  Touraine  and  Savoy  hotels,  was  $235.51.  Just  ask 
a  tourists'  agency  how  far  you  could  go  now  and  come  back  for 
that  amount  of  money.  Following  up  this  lead  I  found  mem- 
oranda of  freight  engagements.  The  following  actual  contracts 
on  which  traffic  moved  and  the  comparison  with  current  quota- 
tions shows  the  large  increase  in  transportation  charges  since 
the  old  competitive  days: 

Current 
Quotations 

Canned  goods,   Chicago  to  St.   Louis 08 

Olives,  Seville  to  Chicago  via  Glasgow 48          %  1.15 

Tin-plate,   Liverpool  to  Chicago 18  1.00 

Coffee  in  bags,  New  York  to  Chicago 26  .63 

Cheese,    Rotterdam    to    Chicago 48  1.45 

Olive  oil,  Leghorn  to  Chicago 40  1.15 

Pickles,   London   to   Chicago 25  1.05 

Firearms,   Liege   to  Chicago 80  2.75 

Pig  iron,  Bessemer,  Pa.,  to  Chicago,  gross  ton $2.25  6.02 

Bar  iron,  Milwaukee  to  Mich.  City,  gross  ton 75  5.04 

Bar  iron,  Milwaukee  to  St.  Louis,  net  ton 1.25  3.80 

Pig  iron  (Spiegel),  New  York  to  Chicago,  gross  ton 2.27%        10.50 

Terminal    switching   delivery    in    Chicago    per   car    Rd. 

trip     2.00  20.00 

Coke,   Connellsville  to   Chicago,    net   ton 2.40  4.62 

Angle  bars,  Milwaukee  to  New  Orleans,  gross  ton 4.25  6.60 

Railroad  rails,  Chicago  to  East  St.  Louis,  gross  ton 1.15  3.36 

Railroad  rails,  Chicago  to  Kansas  City,  gross  ton 2.00  5.71 


GUARANTY    PAYMENT    CERTIFICATES 

The  Commission  has  certified  that  $15,693.35  is  payable  to 
the  Elwood,  Anderson  &  Lapelle  Railroad  Company,  under  sec- 
tion 204  of  the  transportation  act.  It  has  also  certified  that 
$140,918.65  is  due  the  Lake  Erie  &  Western  in  final  settlement 
under  the  guaranty.  This  carrier,  when  the  amount  named  is 
paid,  will  have  received  a  total  of  $500,918.65  under  the  guar- 
anty. The  Commission  has  certified  that  $6,684.92  is  due  the 
Gulf,  Florida  &  Alabama  under  the  guaranty,  the  total  amount 
of  the  guaranty  being  $253,684.92,  the  difference  having  been 
advanced.  It  has  certified  that  $528,010.15  is  due  the  Interna- 
tional &  Great  Northern  under  the  guaranty,  but  that  the  total 
amount  has  not  been  ascertained. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $1,632.37  will  satisfy  the  guaranty  in  the  case  of  the 
Georgia  Northern.  The  company  has  received  $5,500  in  advances. 
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AGRICULTURAL  INQUIRY  REPORT 

Tkt  Tragic  World   Washington  Burtau 

The  section  of  the  report  of  the  Joint  Commission  of  Agri- 
cultural Inquiry  dealing  with  the  commission's  conclusions  as 
to  motor  transportation,  electric  roads  and  parcel  post  was  out- 
lined by  Representative  Sydney  Anderson,  of  Minnesota,  chair- 
man, April  25.  He  said: 

Nothing  since  the  advent  of  the  railroads  has  had  so  marked  an 
economic  and  soclalogical  effect  upon  the  production  life  of  the  coun- 
try as  the  motor  vehicle.  The  commission  will  recommend  that  Con- 
gress continue  to  promote  an  adequate  program  of  highway  construc- 
tion and  maintenance,  directed  to  the  more  effective  correlation  of 
highway  transportation  with  rail  and  water  transportation. 

It  will  also  recommend  that  the  program  of  highway  construction 
and  maintenance  by  states  and  counties  be  continued  under  the 
direction  of  qualified  experts,  with  particular  reference  to  the  con- 
struction and  maintenance  of  farm-to-market  roads;  that  adequate 
funds  should  be  appropriated  for,  research  and  regulation  of  traffic 
based  upon  the  facts  so  ascertained;  also  that  the  several  states  co- 
operate in  effecting  a  uniform  basis  for  taxing  motor  trucks  and  other 
motor  vehicles,  which  shall  fairly  represent  the  proportion  of  expense 
of  highway  construction  and  maintenance  chargeable  to  such  vehicles. 

Previous  to  the  appearance  of  the  motor  truck,  the  economic  zone 
of  transportation  was  sharply  defined  by  the  haulage  range  of  the 
horse  and  the  cost  of  such  transportation.  It  will  be  shown  in  the 
report  that  In  1)18  the  estimated  coat  of  hauling  In  wagons  from  farms 
to  shipping  point  averaged  about  SO  cents  per  ton  mile  for  wheat.  S3 
cents  for  corn  and  48  cents  for  cotton.  Hauling  in  motor  trucks  or 
tractors  the  averages  are  1$  cents  for  wheat  and  corn  and  18  cents 
for  cotton.  In  the  same  year  wagon  hauling  averaged  $  miles  from 
farm  to  shipping  point  and  motor  truck  hauls  11.3  miles:  the  motor 
truck  averaged  S.4  round  trips  per  day  over  its  longer  route,  while 
wagons  made  l.S  round  tripe  per  day. 

It  thus  appears  that  the  major  result  accomplished  by  this  new  form 
of  transportation  has  been  to  extend  and  broaden  the  markets  of  the 
farmer.  Single  reactions  are  to  be  found  In  the  fact  that  the  use  of 
the  motor  vehicle  has  brought  the  farmer  closer  to  the  city  and  also 
has  Increased  the  desirability  and  comfort  of  farm  life. 

Figures  In  the  report  will  show  that  while  the  motor  vehicle  traffic 


has  increased  more  than  1.900  per  cent  in  the  period  1910  to  1911  the 
actual  expenditures  for  highway 
Into  consideration   " 


_'  construction  and  maintenance,  taking 
_____  se  In  cost  of  materials  and  labor  during 

the  war  and  the  readjustment  period,  was  only  slightly  over  100  per 
cent. 

In  some  sections  the  combination  of  Inbound  farm  products  and 
outbound  supplies  by  motor  truck  has  concentrated  upon  the  motor 
truck  service  the  majority  of  the  traffic  within  SO.  40.  and  50  miles,  and 


.      .  , 

the  Commission  believes  that  the  effect  upon  rail  carriers  has  been 
to  reduce  the  amount  of  local  way  freight,  and  that  ultimately  It  will 
reduce  the  number  of  local  freight  trains  operated. 

Since  the  growth  In  the  use  of  the  motor  vehicle  has  been  very 
markedly  In  advance  of  highway  construction  and  maintenance,  and 
since  It  has  brought  with  It  a  new  and  heavier  form  of  highway 
traffic.  It  b  teams  evident  that  lance  funds  will  have  to  be  expended 
If  the  2.500.000  miles  of  rural  highways  In  th«  frilled  States  are 
brought  up  to  the  standard  of  efficiency  comparable  to  the  extended 
use  of  the  roadbeds. 

Another  effect  of  Improved  highway*.  Is  to  enable  the  farmer  to 
hold  his  products  on  the  farm  for  a  longer  time.  Where  highways  are 
unimproved  the  farmer  must  move  his  produce  when  the  roads  are 
good,  which  is  generally  at  the  season  when  the  prices  are  lowest. 
Improved  highways  thus  make  not  only  for  a  broader  market  but  for 
a  more  stabilised  one. 

The  Commission  believes  there  should  be  regulation  of  the  use  of 
the  highways,  especially  with  respect  to  overloading  and  maximum 
loading  to  be  based  upon  the  facts  so  developed.  It  will  also  urge  that 
since  poor  highways  not  only  Increase  the  cost  of  transportation  of 
commodities  from  farm  to  market,  but  also  affect  the  comfort  of  the 
farmer  and  prevent  him  and  his  family  from  a  full  enjoyment  of  com- 
munication with  bis  neighbor,  all  highways  whenever  possible  should 
be  Improved  and  adequately  maintained. 

It  Is  already  dear  that  there  Is  a  wide  variation  In 


— r   —  -^~ •—  tlon  occasioned  by  •• 

j  of  uniformity  In  state  and  federal  iegUtatlon  In  the  future  may  as 
far  as  possible  be  avoided. 

Electric  street  railways,  the  Joint  Commission  has  found,  have  suf- 
ferred  to  some  extent  from  the  encroachment  of  the  automobile  upon 
their  revenues.  This  competition,  which  Is  the  flrst  competitive  activ- 
ity to  be  felt  by  the  street  railway,  has  not  seriously  affected  the 


papers,  performing  the  very  useful  and  necessary  function  of  keeping 
their  readers  upon  the  farms  in  touch  with  the  most  advanced  methods, 
newest  machinery,  market  conditions,  etc.  The  increased  postage 
burden  put  upon  these  papers  is  50  per  cent  upon  the  reading  matter 
portion,  and  from  100  to  900  per  cent  on  the  advertising  portion.  The 
service  rendered  by  the  postofflce  in  the  case  of  this  second-class  mail 
matter  entails  less  expense  than  for  parcel  post,  since  the  publisher 
relieves  the  postofflce  of  the  work  of  collecting,  sacking,  sorting,  and 
separate  weighing. 

It  is  our  conclusion  that  fourth-class  mail  matter  or  parcel  post 
has  come  to  constitute  three-fourths  of  the  total  postal  tonnage  with 
corresponding  Increase  in  cost  to  the  department.  It  has  gone  far  be- 
yond the  original  proposal  for  local  distribution  through  the  mails  of 
small  parcels  In  order  to  utilize  the  empty  space  in  rural  vehicles  for 
the  benefit  of  rural  patrons,  and  it  is  now  doing  largely  what  was  for- 
merly the  express  business  of  the  country.  This  development  of  parcel 
post  is  apparently  showing  an  increased  spread  between  revenues  and 
expenditures. 

Government    Regulation 

Recommendations  as  to  government  regulation  of  railroads 
will  be  made  to  Congress  in  the  report  of  the  Joint  Commission 
of  Agricultural  Inquiry.  These  recommendations  were  outlined 
April  27,  by  the  chairman,  Sydney  Anderson.  He  said: 

Rail  transportation  is  now  operating  under  extensive  and  exacting 
regulation.  The  measure  of  good  regulation  is  the  minimum  of  laws 
necessary  for  the  protection  of  the  public,  since  the  excessive  inter- 
ference of  governmental  agencies  In  the  administration  of  our  trans- 
portation system  under  private  ownership  and  competitive  operation 
results  In  restriction  and  curtailment  of  individual  Initiative  and 
efficient  management 

Business  and  operating  conditions  on  railroads,  like  business  and 
operating  conditions  In  other  Industries,  are  extremely  sensitive  to 
uncertainties  and  at  the  same  time  are  often  vitally  restricted  to 
the  public  Injury  by  too  drastic  or  too  rigid  public  requirements. 
The  governmental  policy,  therefore,  should  be  as  far  as  possible  definite- 
*na  permanenet.  permitting  at  the  same  time  sufficient  flexibility  of 
the  administration  to  allow  regulation  to  anticipate  and  conform  to 
changed  economic  conditions.  The  basic  legislation  controlling  trans- 
portation rates,  facilities,  service,  security  Issues,  wages  and  per- 
formances should,  therefore,  seek  by  definite  policy  to  anticipate  future 
operating  conditions. 

The  commission,  therefore.  Intends  to  recommend  to  Congress 
that  the  establishment  of  regional  offices  of  the  Interstate  Comm. 
C  ommlsslon  whose  duties  It  shall  he  to  consider  and  adjudicate  ques- 
'!  ifh"  'V  •*P|'cat'on-  and  to  co-operate  with  the  state  commis- 
sions with  a  view  of  minimizing  conflicts  between  state  and  federal 
regulation  as  to  rates  facilities  and  practices.  In  such  regional 
agenclea  the  state  commissions  should  have  authoritative  representa- 

We   have   found   that   while   a  large   part   of   the   powers   of   the 
Commission  must  be  centralized  In  the  ca'pltal.   the  practice  of  hear- 
i    Washington    Involves    great    expenditure    of    time    and 
ney    on    the    part   of   shippers    and    others    Interested   parties    who 
It  necessary  to  come  here  to  present  their  cases  if  the  proper 
adjudication  Is  to  be  had.    This  practice  in  general  Is  to  the  advantage 
of    more    highly    organised     Industries    maintaining    adequate    traffh 
rnts   and   able   to  pay   for    the    preparation    and    presentation 
"7        Washington,  and  milltate^agalnst  the  adequate  conslder- 
— ™.  of  matters  of  leas  consequence  from  the  standpoint  of  national 
concern  but  of  equal   Importance   to  the   interested  parties 
on t^l* «?*!??.„'  L?,UrH    d<ic"ltr»[!*«tion.    especially    In    the   matter   of 
£  «  "1S2  i  ?"  r,at.e'vh*<l  become  more  and  more  apparent 
ipe_of  the  Interstate  Commerce  Commission's  authority  has 
'""  »-»— --  •-— nd  Interstate  rates 


\^jfm"!k"i  ,b^t^een   f**1?™1  and  state   regulating  authority 
.AfnJ«fn  t,C°mmllMl.'0n  *£  on"  of  the  Important  reasoni 
Thif  £*J,^*  -m      i '        Int<ir»"»«e  Commerce  Commission. 

I   also   recommend    that   the   Interstate   Commerce 
ommlsslon   be  directed   by   Congress  as   a   continuing  duty,    to   In- 
vestigate the  development  and  correlation  of  the  various  systems  of 
SU*£J5C£.I£*?S   «?  agriculture.   Industry,    trade,   and 


i  except  In  Individual  cases,  and  will  not  be  fatal  to  their  suc- 
cessful operation  where  these  nompetlng  forms  of  transportation  are 
subject^,  re^Uon  .^  eontro,  .by"?*.  R-g-aj--^,*.-* 


.       r*9ulr*<>  to  assume  the  same 

Ice  rendered  and  license  fee*  and  taxes  paid  they  have  not  proved  to 
be  detrimental  to  existing  transportation  agencies. 

Interurhan  electric  lines  have  a  real  place  In  the  communities  they 
serve.  They  afford  fast  snd  frequent  service  to  passengers  snd  enable 
ie  people  dwelling  In  the  rural  communities  to  visit  the  towns  SO  to 
le»  miles  distant,  and  return  home  the  same  day.  In  the  handling  of 
package  freight  they  give  a  frequent  and  dependable  service  to  the 
farm  districts. 

It  I.  found  that  the  electric  lines  suffered  during  the  war  from  the 
same  difficulties  which  affected  oth.  unities.  During  the  past 

year,  an  Improvement  has  result*  reases  In   rates  and  the 

more  recent  downward  tendency  In  cont  levels.  The  sentiment  of  the 
public  generally  la  undoubtedly  more  favorable  to  the  public  utilities 
than  for  some  years  past.  It  Is  now  seen  that  the  service  demanded 
by  the  people  cannot  be  given  without  reasonable  payment  therefor. 

To  Ask   Readjustment*   In   Postal   Charges 

Regarding  the  parcel  post,   the  Joint  Commission  will  recommend 
••ngress.  that  a  study  be  made  to  determine  what  branches  of  the 
postal  service  are  self-nustslnlng  with  the  view  of  making  the  depart- 
ment after  rlii«-  cr.'dlt  for  operations  performed  for  the  general  govern- 
seir-mipportlng.    or  more   nearly    In   accordance   with    the   costs. 
This  should  be  done  by  proper  readjustment  of  charges  and  removal 
'f   present    rate   inconsistencies.     The   purpose   of   holding   the   postal 
service  responsive  to  the  needs  of  the  agricultural  community  should 
be  conntantly  kept  In  view. 

The  Commission  believes  that  Increased  postage  rate  on  second- 
class  mall  matter  notwithstanding  reductions  of  fourth-class  matter, 
has  been  partlmfsrty  burdensome  upon  publlcstlons  known  as  farm 


recommended  that  the  Interstate  Commerce  Commission 
from  the  bill  classifying  civilian  positions  within  the 
District  of  Columbia  and  field  service  and  that  otherwise  due  regard 
be  had  for  the  peculiar  character  of  the  Commission's  organization 
and  of  the  classification  and  dutlea  of  Its  employes. 

He  have  found  that  the  Interstate  Commerce  Commission  ap- 
propriations have  not  been  adequate.  In  this  period  of  critical  rela- 
tionships between  agriculture.  Industry  and  transportation  adequate 
appropriations  for  the  work  of  the  commission  are  peculiarly  necessary 
i-  „  ?n£,  H""i  an  agency  should  be  created  In  the  Interstate 

miralsslon  to  secure  and  correlate  statistical  and  other 
information  with  reference  to  the  related  activities  of  transporU- 
.  .•.tr?de'  mll.u«t*y  and  commerce  and  we  shall  offer  to  turn  over 
to  the  Interstate  Commerce  Commission  the  charts  and  data  which 
we  have  accumulated  In  the  present  Inquiry 

The    Commission    will    find    that    wherever    possible    conflicts    be- 
tween   persons.    Industries    or    localities    and    the    railroads    with 
spect  to  rates,  facilities,  and  practices  should  be  settled   hy  informal 
negotiation   thus  reducing  the   necessity  of  resorting  to   formal   com- 
plaint and  adjudication  before  the  Interstate  Commerce  Commission 

The  Joint  Commission  will  also  recommend  that  In  fixing  the 
of  rates  and  class  and  commodity  rates  the  federal  and  state 
regulatory  bodies  give  greater  consideration  to  the  existing  and 
prospective  economic  conditions  and  to  the  relationships  existing 
between  the  price  level  of  commodities  and  the  level  of  transporta- 
tion rates  as  well  as  to  the  relationship  existing  between  the  price 
of  different  commodities,  the  weight  of  such  commodities  and  the 
space  required  for  their  transportation. 

The  several  horlxon.il  advances  In  rates  during  recent  years 
have  In  targe  measure  distorted  the  relationship  established  by 
a  long  period  of  adjustment  resulting  from  the  experience  of  manv 
years,  and  the  effect  of  the  application  of  rates  upon  movement 
volume,  and  maintenance  of  competitive  conditions.  There  has  never 
sen  a  satisfactory  basis  of  rate  adjustment  or  relationship  between 
different  commodities,  because  there  was  nowhere  a  sufficiently  com- 
prehensive basis  of  economic  fact  from  which  the  relationships  of 
commodity  rates  to  each  other  could  he  determined. 

The  Commission  has  endeavored  to  esahllsh  as  far  as  Its  limited 
time  would  permit  the  basis  price  relations  between  commodities 
and  between  the  prices  of  commodities  and  freight  rates.  This  basis 
should  be  amplified  and  should  be  kept  up  currently  by  the  Interstate 
Commerce  Commission  or  hy  some  other  agency  with  which  It  Is  CO- 
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ordlnated  in  such  a  way  as  to  make  the  information  promptly  and 
comprehensively  available. 

It  has  been  found  by  the  Commission  that  the  provisions  of  the 
transportation  act  with  respect  to  recapture  and  consolidation  have 
not  been  operating:  long  enough  to  afford  a  basis  of  experience  as 
to  their  effectiveness  or  to  indicate  how  they  should  be  modified. 

No  system  has  been  or  can  be  devised  which  will  produce  an 
identical  rate  on  all  railroads.  No  part  of  the  earnings  of  any  rail- 
road has  so  far  been  recovered  by  the  Commission  under  the  re- 
capture provision  and  the  Commission  has  no  power  to  compel  the 
consolidation  provided  for  by  the  act.  We  believe,  however,  that 
the  general  plan  of  consolidation  and  recapture  is  sound  In  principle 
and  in  practice  and  should  be  given  sufficient  time  for  a  fair  test 
before  an  attempt  is  made  to  change  the  law  or  to  provide  for  com- 
pulsory consolidation. 

It  has  been  found  by  the  Joint  Commission  and  will  be  re- 
ported that  departures  from  the  strict  rule  prohibiting  a  higher  charge 
for  a  shorter  haul  for  a  long  haul  over  the  same  route  in  the  same 
direction  are  necessary  to  provide  for: 

(a)  Water  competition, 

(b)  Market  competition, 

(c)  Circuitous  route, 

(d)  Competition  as  between  ports  on  export  and  import  traffic, 

(e)  Competition  between  weak  and  strong  lines. 

Citing  the  Wisconsin  case,  decided  February  22,  1922,  in  which 
it  was  held  that  the  Interstate  Commerce  Commission  was  authorized 
to  require  the  general  level  of  rates  in  a  state  to  be  equal  with  the 
general  increase  in  interstate  rates,  we  think  it  probable  that  no 
court  will  ever  be  able  to  lay  down  a  rule  denning  the  respective 
federal  and  state  powers  respecting  transportation  with  sufficient 
exactness  to  avoid  future  conflicts  in  the  exercise  of  their  respective 
powers.  The  establishment  of  regional  agencies  of  the  Interstate  Com- 
mission is  in  our  opinion,  a  practicable  means  of  securing  co-operation 
between  that  Commission  and  state  authorities  in  the  holding  of  joint 
hearings  and  removing  conflicts  of  authority. 

The  Commission  will  also  report  that  greater  uniformity  is  de- 
sirable in  the  requirements  of  state  legislation  and  state  regulatory 
bodies  in  regard  to  the  length  of  trains,  the  number  of  men  required 
to  man  trains  of  different  lengths,  and  similar  requirements  af- 
fecting operation,  which  tend  to  impair  the  efficiency  and  operation 
of  railroad  systems. 

Efficient  operation  of  steam  lines  at  a  minimum  cost  cannot  be 
realized  to  the  fullest  extent  under  requirements  as  to  operation 
which  are  different  in  different  states  and  require  continual  changes 
of  operating  methods,  accentuating  costly  operating  practice  with 
resultant  increase  in  operation  expense. 

Railroads  Not  Self-Sustaining 

"The  railroads  are  not  self-sustaining  and  are  therefore  not 
on  a  sound  credit  basis.  If  this  condition  continues,  transporta- 
tion service  will  be  crippled,  and  the  country  will  suffer  ac- 
cordingly." 

This  was  given  by  Chairman  Sydney  Anderson  as  the  basis 
of  recommendations  and  findings  to  be  reported  to  Congress  by 
the  Joint  Commission  of  Agricultural  Inquiry.  Continuing,  he 
said : 

It  has  been  found  by  the  commission,  and  we  intend  to  report. 
that  the  revenue  return  to  the  railroads  should  be  sufficient  to 
enable  them  to  sustain  the  value  of  their  properties  put  to  public 
use  and  to  obtain  the  capital  required  for  the  expansion  and  improve- 
ment of  property,  facilities,  and  service;  also  that  sound  railroad 
finance  requires  that  a  larger  part  of  the  credit  necessary  for  railway 
construction  be  secured  by  stock  issues  instead  of  by  bond  issues. 

We  believe  that  the  transportation  facilities  of  the  country  must 
be  placed  upon  a  solid  foundation.  It  will  not  do  to  make  up  deficits 
by  appropriations  of  public  funds.  The  railroad  companies  must  be 
operated  with  the  expectation  that  the  gross  revenues  will  be  sufficient 
to  cover  operating  expenses  and  leave  a  reasonable  return  upon  the 
investment.  It  is  of  paramount  importance  to  the  public  welfare 
that  the  transportation  companies  be  made  going  concerns;  that  they 
be  placed  upon  a  substantial  foundation  in  every  respect;  and  that 
the  operating  expenses  be  reduced  by  careful  and  efficient  manage- 
ment. 

Figures  in  the  report  will  show  a  progressive  deterioration  since 
1916,  which  was  the  most  favorable  year  in  railroad  history  from 
the  standpoint  of  net  revenues.  In  1918,  with  an  increase  in  gross 
revenue  of  77.3  per  cent  over  1911,  there  was  an  increase  of  109.3  per 
cent  in  total  operating  expenses,  and  an  increase  of  only  5.8  per  cent 
in  the  net  operating  revenue,  while  the  net  operating  income  decreased 
11.9  per  cent. 

In  1919  the  gross  revenue  increased  86.9  per  cent,  but  the  steady 
upward  trend  of  costs  is  reflected  in  an  increase  of  131.2  per  cent  in 
the  total  operating  expense.  The  net  revenue,  therefore,  shows  a 
decrease  of  12.3  per  cent  and  the  net  operating  income  a  decrease  of 
37.2  per  cent. 

In  1920  the  situation  was  still  worse.  The  gross  operating  revenue 
shows  an  increase  of  124.5  per  cent  over  1911,  the  total  operating 
expense  an  increase  of  206.4  per  cent,  net  operating  revenue  a  decrease 
of  59.2  per  cent,  while  the  net  operating  income  shows  a  decrease  of 
97  per  cent. 

In  view  of  the  present  obligations  upon  the  Congress  and  the 
country  at  large,  and  as  a  matter  of  economic  policy,  the  commission 
believes  that  new  money  for  railroad  improvement  should  not  be  raised 
through  constant  government  aid.  Our  position,  is  that  the  govern- 
ment should  not  be  called  upon  to  guarantee  that  the  principal 
of  railroad  securities  is  safe  and  that  the  interest  and  dividends 
thereon  will  be  regularly  paid.  In  the  public  interest  the  rail- 
road industry  must  rest  upon  its  own  foundations,  and  its  revenues 
must  be  so  constructively  regulated  that  their  operations  will 
produce  enough  to  pay  fair  wages,  cost  of  materials,  taxes,  meet 
the  fixed  charges,  pay  a  fair  dividend,  and  leave  a  margin  to  attract 
Investors  of  new  capital.  In  other  words,  to  obtain  new  railroad 
capital,  the  opportunities  to  earn  and  pay  regular  dividends  must 
exist,  and  railroad  managements  must  be  encouraged  to  exercise 
the  greatest  initiative  in  improving  and  extending  transportation 
facilities.  Futhermore,  condition  should  be  created  whereby  the  sale 
of  capital  stock  by  the  principal  roads  will  become  possible  and  the 
continued  increase  in  funded  debt  will  be  minimized. 

Figures  in  the  report  will  show  that  in  the  last  few  years  most 
railroads  have  done  little  financing  through  the  sale  of  stock,  but 
have  raised  money  through  the  sale  of  bonds  or  the  issuance  of  other 
evidence  of  indebtedness.  This  method  of  financing  cannot  be  indefin- 
itely continued.  Railroads  cannot  go  on  constantly  increasing  their 
indebtedness  and  not  building  up  an  equity  In  their  properties  under- 
lying their  debt.  When  the  investor  thinks  that  too  large  a  per- 
centage of  the  value  of  the  property  of  a  given  company  is  repre- 
sented by  debt  and  not  enough  by  stock,  he  will  decline  to  buy  further 
bonds  of  that  company,  or  if  he  takes  them  it  will  be  only  at  an 


unduly  high  interest  rate.  Stock,  being  junior  to  debt  and  having 
no  lien  on  the  property  or  equipment,  naturally  must  bring  a  larger 
return  in  order  to  be  attractive. 

Attention  will  be  called  by  the  report  to  the  tax  burden  of  the 
railroads.  In  1911,  railroad  taxes  amounted  to  $98,626,848.  In  1913 
this  had  increased  to  $118,386,859,  of  which  $113.660,997  was  paid  as 
state  taxes  and  $4.725,862  as  federal  taxes.  In  1920  state  taxes  had 
risen  to  $223,291,201,  and  federal  taxes  to  $48,619,308,  a  total  of  $271,- 
910,509,  or  an  increase  of  175.7  per  cent  over  the  year  1911. 

New  and  varied  forms  of  taxation  are  constantly  being  levied. 
Some  of  them  are  intended  to  reach  railroads  to  the  exclusion  of  other 
forms  of  industry  must  draw.  It  is  important  to  the  agricultural 
of  taxes,  but  It  should  be  remembered  that  whatever  they  pay  Is 
passed  on  to  the  public  through  rates. 

The  capital  fund  of  the  country  loaned  by  the  investors  and  the 
banks  is  the  surplus  derived  from  the  enterprise,  thrift,  and  sacri- 
fices of  all  hard-working,  prudent  citizens  and  conservatively  managed 
corporations,  and  is  a  species  of  general  reservoir  from  which  all 
forms  of  Industry  must  draw.  It  is  important  to  the  agricultural 
industry,  which  depends  on  that  reservoir  in  the  same  way  as  the 
railroad  industry,  that  the  rate  of  interest  should  not  be  unduly  raised 
to  the  railways  because  of  reduced  net  earnings  or  because  of  large 
issues  of  tax-free  securities.  If  the  interest  rate  to  the  railways 
rises,  the  interest  rate  to  the  farmer  will  also  increase,  for  the  capital 
market  is  on  a  competitive  basis,  and  what  affects  the  interest  rate 
for  one  industry  affects  the  rate  for  all  industries. 

The  Joint  Commission  has,  therefore,  concluded  that  the  issue 
of  tax-free  securities  and  large  expenditures  for  non-productive  pur- 
poses by  the  federal,  state,  and  municipal  governments  be  reduced 
to  the  smallest  possible  limits,  so  that  taxation  can  be  reduced  and 
capital  funds  be  allowed  to  increase  for  the  use  at  fair  interest  rates 
by  agriculture,  industry,  and  the  railroads,  and  thereby  help  to 
promote  prosperity. 

Another  recommendation  to  Congress  by  the  Joint  Commission, 
regarding  management,  will  be  that  the  railroads  establish  regional 
traffic  executives,  and  organize  public  relations  departments,  to  bring 
about  closer  contact  and  a  better  understanding  between  themselves 
and  the  public. 

The  Joint  Commission  has  agreed  that  the  period  of  federal  control 
was  too  short  and  the  condition  then  and  since  too  abnormal  to  permit 
of  a  sound  comparison  of  efficiency  between  government  and  private 
operation.  However,  an  examination  of  the  operation  of  government- 
owned  railroads  in  foreign  countries  during  the  postwar  period  affords 
some  basis  for  estimating  the  relative  efficiency  of  private  manage- 
ment in  this  country  and  government  management  in  foreign  countries 
in  meeting  the  dislocations  and  abnormal  conditions  which  followed 
the  war  period.  It  may  be  said  that,  measured  by  the  relative  per- 
formance and  cost  of  service,  private  management  in  this  country 
shows  greater  efficiency  than  governmental  management. 

The  Joint  Commission  will  report  that  the  increase  inefficiency  of 
transportation  is  shown  by  the  fact  that  in  1890  for  every  $100  invest- 
ment in  property  983  tons  of  freight  were  carried  one  mile  and  163 
passengers  carried  one  mile;  whereas  in  1920  for  every  $100  investment 
in  property,  2,085  tons  of  freight  were  carried  one  mile  and  239  pas- 
sengers were  carried  one  mile,  an  increase  of  112  per  cent  in  freight 
and  57  per  cent  in  passenger  traffic  for  each  $100  property  investment. 
Property  investment  has  increased  185.82  per  cent,  the  tons  carried 
one  mile  442.83  per  cent,  and  the  passengers  carried  one  mile  300  per 
cent,  in  the  same  period. 

Remedy  for  Car  Shortage 

Complete  standardization  of  freight  cars  and  central  control 
of  distribution  of  all  classes  of  freight  cars  will  be  recommended 
as  among  the  remedies  for  "the  constantly  recurring  car  short- 
age evil."  In  outlining  this  part  of  the  report,  Chairman  Ander- 
son said: 

We  have  found  that  the  number  of  locomotives  operating  and 
owned  by  some  railroads  is  inadequate  to  meet  the  need  during 
business  activity  and  it  should  be  augmented;  that  the  supply  of  box 
cars,  coal  cars,  stock  cars,  and  refrigerator  cars  is  inadequate  to  meet 
the  demand  during  normal  periods  of  activity  and  should  be  rapidly 
augmented. 

If  the  carriers  do  not  supply  sufficient  equipment  to  reasonably 
meet  the  demands,  an  artificial  situation  economically  unsound  is 
created.  Failure  to  supply  cars  in  adequate  numbers  during  any  con- 
siderable period  usually  results  in  an  inflation  of  prices.  The  Com- 
mission is  of  the  opinion  that  a  sufficient  number  of  cars  should  be 
added  to  the  supply  to  meet  the  demand  for  cars  wherever  ordered 
and  in  whatever  quantity  they  may  be  required. 

The  Commission  has  therefore  concluded  to  recommend  to  Con- 
gress complete  standardization  of  all  freight  car  equipment  except 
with  respect  to  cubical  and  weight  carrying  capacity  in  order  to 
reduce  initial  cost,  reduce  the  number  of  necessary  repair  parts, 
facilitate  the  repair  of  cars,  to  make  possible  economics  in  mainte- 
nance of  freight  equipment  and  to  reduce  unnecessary  empty  car 
mileage. 

The  report  will  show  that  the  number  of  freight  cars  owned  and 
operated  by  the  railroads  has  increased  6.7  per  cent  over  1911.  The 
aggregate  capacity  has  increased  18.2  per  cent  and  the  net  ton  mileage 
for  1920  showed  an  increase  of  62.4  per  cent  over  1911,  the  traffic 
handled  during  1920  being  greater  than  any  previous  year. 

The  Commission  will  recommend  to  Congress  as  a  further  remedy 
for  car  shortage,  prompt  consideration  and  adoption  of  a  compre- 
hensive plan  for  central  control  and  distribution  of  freight  cars: 
(a)  To  meet  currently  and  in  full  the  requirements  of  shippers  in 
each  and  every  section  of  the  country,  (b)  To  eliminate  all  empty- 
car  mileage  except  that  made  necessary  to  protect  originating  terri- 
tory, (c)  To  meet  demands  in  originating  territory  currently  by 
balancing  movement  of  loaded  and  empty  cars. 

When  the  volume  of  shipments  of  a  commodity  In  strong  demand 
is  restricted  by  car  shortage,  a  stiffening  of  prices  results,  and  when 
the  restriction  is  removed  by  an  ample  supply  of  cars  the  market 
at  once  reacts.  During  each  period  of  general  car  shortage  it  is  found 
that  in  some  portion  of  the  country  carriers  report  a  surplus  of 
equipment;  conversely,  during  periods  of  largest  car  surplus  a  car 
shortage  exists  on  lines  of  certain  carriers  and  in  certain  districts. 
More  efficient  handling  of  equipment  and  the  construction  of  addi- 
tional equipment  to  the  extent  required  to  prevent  car  shortage  will 
make  action  by  governmental  authority  unnecessary. 

It  is,  however,  clearly  apparent  that  with  resp'ect  to  freight  car 
control  and  distribution,  and  the  coordination  and  unification  of  ter- 
minal facilities,  the  carriers  have  not  progressed.  In  fact  there  is 
a  strong  tendency  toward  reaction  in  this  important  matter,  and  unless 
prompt  and  adequate  action  is  taken  emergency  condition  with  all 
of  the  attendant  harassments  to  business  will  certainly  result 

The  Commission  has  convinced  itself  that  in  so  far  as  adequate 
car  supply  is  concerned  all  lines  of  transportation  must  be  placed 
upon  the  same  basis.  It  will  not  do  to  take  cars  away  from  stronger 
linos  and  turn  them  over  to  weaker  lines,  thus  depriving  shippers 
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Mrred  by  the  stronger  lines  of  the  service  which  they  could  reason- 
ably expect  for  the  benefit  of  IBM  fortunate  shippers  served  by  the 
weaker  lines.  This  is  a  problem  which  must  be  considered  in  Its 
nation-wide  application.  Some  plan  should  be  devised  which  will  aid 
the  weaker  lines  by  enabling  them  to  purchase  and  properly  main- 
tain sufficient  equipment  to  supply  the  present  reasonable  needs  or 
shippers,  together  with  a  margin  to  meet  a  normal  development  of 
business  activity. 

The  Commission  has  found  that  the  American  Railway  Associa- 
tion, whose  car  service  division  Is  empowered  to  order  relocation  of 
equipment  between  railroads.  Is  not  fitted  to  prevent  emergency 
conditions  and  that  any  plan  which  may  be  adopted  for  the  handling 
of  equipment  must  contemplate  current  relocation  of  empty  cars. 
It  believes  that  no  railroad  or  district  should  be  permitted  to  become 
short  of  equipment  before  steps  are  taken  to  meet  the  situation. 

It  might  be  that  the  only  effective  plan  will  be  the  pooling  of 
equipment  under  a  central  -control  having  sufficient  power  to  require 
railroads  to  Immediately  execute  any  orders  given.  We  feel  certain 
that  whatever  plan  is  adopted,  it  must  be  based  upon  the  premise 
that  each  individual  shipper,  each  group  of  shippers,  each  of  the 
several  producing  or  originating  districts  throughout  the  country 
must  be  fully  supplied  with  freight  equipment  at  all  times. 

Discussing  the  dependence  of  shippers  of  fruits  and  vegetables 
and  other  perishables  upon  the  refrigerator  car  supply,  which  has 
been  found  to  be  now  seriously  Inadequate.  Mr.  Anderson  said  that 
the  Commission  would  recommend  the  following  definite  plan  for 
Improvement: 

(a)  Extensive   and   prompt   additions   to   present   refrigerator  car 
equipment  by  each  carrier  In  accordance  with  Its  needs  or  extentlon 
of    the     equipment     and    activities     of     private-line     car    companies 
handling  fruits  and  vegetables. 

(b)  A   central   control   of   refrigerator-car   supply. 
Progressive  retirement  of  the  older  and  Inefficient  equipment. 

id)  Coordinated  Investigation  by  the  United  States  Department 
of  Agriculture.  Interstate  Commerce  Commission,  shippers,  and  the 
carriers. 

It  Is  Intended  by  this  plan  to  bring  about  the  following  result*: 
Improved  methods  of  harvesting,  packing,  handling,  storing,  and 
refrigeration  In  transit  development  of  a  more  efficient  protective  ser- 
vice against  cold:  cooperation  between  shippers  and  carriers:  reduc- 
tion of  peak  movement  by  adding  to  storage  facility*  when  such 
additions  arc  practicable  and  by  such  other  methods  as  may  be 
advisable  and  practicable:  prompt  loading  and  unloading  and  elimina- 
tion of  unnecessary  delays  In  transportation:  utilisation  of  equipment 
to  safe  carrying  capacity,  thereby  securing  maximum  ser% 

The  Commission  will  definitely  recommend  to  Congress  the  uni- 
fication and  Joint  operation  of  facilities  at  terminals  wherever  such 
unification  and  Joint  operation  will  result  In  economy  and  better 
service.  Since  March  1,  1*20.  these  unifications  of  terminal  facilities 
and  Joint  operation  at  terminals  have  been  In  large  part  abandon..! 
Many  railroads  do  not  desire  to  Join  with  other  railroads  In  thf 
common  use  of  terminals  and  their  Joint  operation,  feeling  that  they 
will  thereby  lose  some  of  their  competitive  advantage*.  We  have 
found,  however,  that  where  consolidations  have  been  made  large  sunn 
of  money  are  saved  annually  In  operating  expenses,  with  the  added 
advantage  of  making  possible  the  handling  of  a  larger  volume  of 
traffic  without  additional  expenditure!  from  new  tracks  and  other 
facilities. 

The  Commission  believes  that  the  carriers  should  carry  out  the 
spirit  of  the  law  and  effect  these  consolidations  wherever  possible 
and  It  will  recommend  that  the  Interstate  Commerce  Commission 
Investigate  and  point  out  to  the  carriers  such  consolidations  as  may 
be  feasible. 

Further  recommendations  to  Congress  will  b*  made   as   follow*: 

That  the  railroads  and  shipper*  cooperate  to  secure  the  full  utili- 
sation of  the  carrying  capacity  of  cars  wherever  possible;  that  per- 
manent Joint  railroad  and  shippers'  committees,  be  organised  to  carry 
on  a  nation-wide  campaign  to  reduce  loss  and  damage  to  goods  In 
transit:  that  freight-revenue  divisions  should  bo  promptly  revised 
to  the  basis  of  two- figure  percentages:  that  regional  clearing  house" 
be  established  for  the  current  settlement  of  debits  and  credits  growing 
out  of  rate  divisions:  that  the  railroads  should  adopt  unnlversal 
through  waybllllng  of  Interline  freight:  that  the  railroads  maintain 
complete  cost  data  covering  each  Hem  of  expense  with  particular 
reference  to  the  maintenance  of  equipment:  that  the  railroads  adopt 
better  systems  for  checking  the  extent  snd  value  of  repairs  to  equip- 
nt when  made  by  lines  other  than  the  line  owning  the  car. 

The  Commission  has  found  that  the  number  of  cars  In  bad  order 
exceeds  all  previous  records  and  unless  bad  order  cars  are  promptly 
repaired  the  supply  will  be  materially  Impaired:  also  that  a  large 
proportion  of  the  cars  being  used  In  Interline  movement  are  box  cars 
and  should  be  made  fit  for  bulk  grain  loading:  and  all  other  classes  of 
freight  equipment  should  be  promptly  made  suitable  for  all  r«--i 
menu.  Including  general  Interchange  throughout  the  country. 


HEARING  AS  TO  PRIORITY  ORDERS 

Tkt   Tnfe   World    Wukiugto*  B»ri»» 

Senator  Cummins,  chairman  of  the  Senate  interstate  com- 
merce committee,  held  a  hearing  April  25  on  Senate  Bill  69". 
Introduced  by  Senator  Calder  in  April.  1921.  amending  subdi- 
vision 15  of  section  1  of  the  Interstate  commerce  act  so  as  to 
deprive  the  Commission  of  the  power  to  Issue  priority  orders 
such  as  It  issued  in  behalf  of  coal  transportation  In  1920. 

Alex  W.  Dann.  president  of  the  National  Association  of 
Sand  and  Gravel  Producers,  was  the  only  witness  beard.  He 
said  what  the  members  of  his  association  desired  was  "an  even 
break"  on  existing  facilities  In  time  of  shortage  of  equipment. 

Senator  Cummins  read  a  letter  from  Commissioner  Escb, 
In  behalf  of  the  legislative  committee  of  the  CnmmlMlon,  oppos- 
ing the  proposed  legislation.  Mr.  Esch  said  the  "beneficial 
effects,"  which  flowed  from  the  orders  giving  preference  and 
priority  to  coal  shipments  In  1920  should  not  be  made  Impossible 
for  the  future  in  case  such  a  situation  should  develop  again. 

Mr.  Dann  said  there  was  a  difference  of  opinion  as  to  whether 
or  not  "beneficial  effects"  had  flowed  from  the  Commission'!! 
orders,  and  said  that  the  order*  bad  not  helped  the  situation 
In  New  England  and  that  shippers  had  been  deprived  of  cars 
which  were  used  for  the  transportation  of  coal  for  export. 

Mr.  Dann  said  although  there  was  no  acute  situation  now, 
that  the  time  was  coming  when  there  would  be. 


MEETING  OF  SHORT  LINES  v/ 

The  Traffic  World   Washington  Bureau 

Misunderstanding  of  the  transportation  act  and  the  trans- 
portation problem  in  general  should  be  met  by  the  establishment 
of  a  National  Transportation  Institute  in  Washington  under  the 
supervision  and  control  "of  some  men  of  pre-eminent  ability, 
standing  and  learning  with  reference  to  transportation,"  Bird  M. 
Robinson,  president  of  the  American  Short  Line  Railroad  Asso- 
ciation, declared  in  his  annual  report  at  the  opening  session  of 
the  annual  meeting  of  the  association  in  Washington,  April  25. 

"The  transportation  act  Is  probably  more  misunderstood  by 
the  public  than  any  important  constructive  act  ever  passed  by 
Congress,"  said  Mr.  Robinson.  "The  public  has  apparently  but 
a  very  limited  true  knowledge  of  that  act.  On  the  contrary,  it 
has  been  saturated  with  misinformation  as  to  its  provisions." 

Mr.  Robinson  said  the  attempt  to  change  the  law  was  not 
limited  to  the  "radical  or  unscrupulous  element,  but  is  strongly 
supported  by  a  large  body  of  conscientious  and  reputable  people, 
hence  the  great  danger  that  now  confronts  the  people  with  ref- 
erence to  their  transportation  problem." 

"In  view  of  that  danger,"  he  continued,  "we  have  called  you 
here  for  conference  and  for  the  purpose  of  enabling  you  to  con- 
fer with  your  senators  and  representatives  with  the  hope  that 
you  can  give  them  necessary  information  and  aid  them  in  pre- 
venting the  reversal  of  the  helpful,  constructive  policy  now  in 
existence." 

Mr.  Robinson  said  some  plan  must  be  found  to  get  the  facts 
to  the  public  so  that  they  may  know  the  transportation  problem 
Is  their  own  and  that  they  must  deal  with  it  Intelligently  or 
surfer. 

"It  is  quite  apparent."  said  he,  "that  the  railway  people 
have,  from  the  very  beginning,  utterly  failed  to  get  the  public 
to  understand  that  great  problem.  To  speak  frankly,  I  may  say 
that  the  Ignorance  of  the  public  with  reference  to  the  great 
transportation  problem  is  far  more  dense  than  with  reference 
to  any  other  Important  problem  with  which  it  has  to  deal.  That 
fact,  when  considered  from  one  point  of  view,  is  not  surprising 
for  the  reason  that  we  have  no  special  institutions  of  learning 
devoted  to  that  subject." 

Mr.  Robinson  then  referred  to  the  establishment  of  a  Na- 
tlonl  Transportation  Institute.  He  said  it  should  be  based  on 
the  broad  and  firm  foundation  that  all  parties  interested — the 
public,  private  enterprise,  the  skill  which  renders  the  service- 
have  equitable  and  legal  rights,  and  that  Justice,  equal  and  exact 
justice,  must  be  accorded  to  all. 

Discussing  his  proposal  In  detail,  he  said: 

The  plan  contemplates  that  the  Institute  shall  conduct  necessary 
research;  and  thereafter  teach  Us  students  and  the  public,  through 
Its  staff  officers  and  the  press — 

(a)  The  true  fundamental  principles  underlying  the  various  kinds 
of  transportation  facilities: 

(b)  The  facts  as  to  the  present  conditions  affecting  transporta- 
tion: and  the  relative  necessity  and  Importance  of  each  class  of  com- 
mon carrier; 

(•-i  The  real  effect  of  each  type  of  legislation  and  regulation  and 

<d>  How,  and  to  what  extent,  the  public  and  the  carriers  will 
be  benefited,  or  adversely  affected,  by  any  policy  or  course  of  action 
that  may  be  adopted  In  respect  to  their  transportation  problems. 

Present  conditions  demonstrate  that  the  plans  and  work  of  the 
rail  carriers.  In  their  effort  to  educate  the  public  to  a  full  and  clear 
understanding  of  that  problem,  have  not  succeeded.  Viewed  In  the 
light  of  that  long,  varied  and  unproductive  experience,  I  can  see  llttl<- 
on  which  to  base  a  hope  of  real  success  If  the  efforts  to  accomplish 
that  vitally  necessary  object  are  only  to  be  continued  along  the 
same  general  lines. 

I  am  convinced  that  a  complete  change  of  plans  are  necessary. 
That  the  carriers  should  earnestly  endeavor  to  take  the  public,  through 
Its  leading  men.  Into  partnership  with  them.  In  the  educational  work 
to  be  done,  and  that  all  of  such  efforts  ought  to  be  based  upon 
the  highest  and  broadest  plane,  free  from  any  propaganda,  or  purely 
selfish  motives. 

As  a  result  of  an  extended  Investigation,  I  am  convinced  that 
the  proposed  Institute  can  now  be  established  by  and  with  the  sup- 
port of  men  who  not  only  have  the  confidence  of  the  public,  but  who 
are  specially  qualified  to  teach  the  principles  of  transportation  In 
all  of  Its  aspects. 

I  am  convinced  that  a  large  number  of  national  organizations, 
representing  producers,  shippers  and  consumers,  are  willing  to  par- 
ticipate In  the  establishment  and  maintenance  of  such  an  institute, 
anil  I  am  strongly  of  the  opinion  that  It  can  accomplish  great  good 
In  enlightening  the  public.  It  can,  beyond  doubt,  clearly  show  to  the 
public  that  Its  Interests  are  Inseparably  linked  together  with  its 
agencies  of  transportation;  and  that  all  burdens  or  restrictions 
placed  upon  the  latter  must  be  wisely  considered,  for  In  the  end 
they  are  really  borne  by  the  former.  When  that  truth  Is  realized 
the  public  will  brush  aside  advisers  who  are  misleading  It;  and  will 
promptly  thereafter  shape  Its  laws  and  regulations  so  as  to  really 
promote  the  best  Interests  of  all  concerned. 

In  opening  his  statement,  Mr.  Robinson  told  the  members 
that  "the  present  situation  in  Congress  is  fraught  with  difficul- 
ties and  great  danger  for  the  public,  as  well  as  for  the  carriers." 
He  said  great  pressure  was  being  brought  to  bear  on  Congress 
to  induce  It  to  reverse  the  constructive  policy  adopted  in  the 
transportation  act.  He  then  gave  a  brief  review  of  the  history 
of  the  railroads,  divided  Into  four  periods.  He  said  the  first 
was  the  "constructive  period;"  the  second,  the  "restrictive  pe- 
riod," beginning  with  the  enactment  of  the  Interstate  commerce 
law  In  1887  and  ending  with  January  1,  1918,  when  the  govern- 
ment took  over  the  roads;  the  third  period,  federal  control  of 
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the  railroads,  and  the  fourth,  the  present,  dating  from  the  return 
of  the  railroads  to  their  owners  and  the  passage  of  the  trans- 
portation act. 

"The  attack  on  the  transportation  act  was  prompt  and  vig- 
orous," said  Mr.  Robinson.  "It  was  led  by  the  radical  element 
and  was  engineered  by  the  former  leaders  who  made  their  living 
fighting  the  carriers. 

"The  objective  sought  in  the  attack  being  made  by  a  large 
part  of  the  public  is  to  attain  a  reduction  of  rates,  and  to  ac- 
complish that  result  bills  have  been  introduced  and  are  now 
pending  to  repeal  section  I5a  *  *  »  and  section  13 
If  Congress,  in  response  to  the  great  pressure  now  being  brought 
to  bear  upon  it,  reverses  the  constructive  policy  adopted  in  the 
transportation  act,  it  will  in  all  probability  result  in  a  renewal 
and  a  continuation  of  the  restrictive  policy  which  was  in  effect 
prior  to  the  federal  control  period." 

He  discussed  the  need  for  obtaining  the  confidence  of  the 
investing  public  because  of  the  necessity  for  additional  capital, 
and  quoted  from  Secretary  Hoover's  testimony  before  the  Com- 
mission in  the  general  rate  investigation  wherein  the  secretary 
touched  on  that  phase  of  the  railroad  problem.  He  declared  the 
railroad  question  had  been  injected  into  the  pending  political 
campaign  and  that  the  railroads  were  practically  helpless  in 
such  a  campaign.  He  said  on  that  point: 

Public  opinion  is  such  that  it  will  not  permit  them  to  participate 
in  the  election  of  officials  and  this  notwithstanding  it  is  well  known 
fact  that  labor  and  the  radical  organizations,  in  fact,  almost  any 
kind  of  Interested  organization,  may  publicly  or  privately  participate. 
They  not  only  disseminate  misinformation,  but  they  expend  large  sums 
of  money,  much  of  it  in  an  illegal  way,  in  their  efforts  to  elect  repre- 
sentatives that  pledge  themselves  to  vote  for  measures  intended  to 
either  restrict  the  railways  or  impose  additional  burdens  upon  them. 

There  is  danger  that  some  of  the  members  of  the  present  Con- 
gress who  have  fearlessly  performed  their  duty,  in  so  far  as  the 
transportation  question  is  concerned,  may  be  defeated  at  the  coming 
election.  Upon  the  other  Tiand,  many  individuals  will  be  elected 
who  have  pledged  themselves  to  aid  in  reversing  the  constructive 
policy  incorporated  into  the  Transportation  Act,  and  it  is  apparent 
that  the  railways  by  and  for  themselves  can  do  little  to  prevent  that 
change. 

Reviewing  the  situation  in  Congress,  Mr.  Robinson  said  he 
felt  that  the  recapture  clause  of  the  transportation  act  could  not 
be  repealed  at  this  time  and  that  it  would  be  extremely  hazard- 
ous to  aid  in  the  effort  to  repeal  any  part  of  the  act. 

"Few,  if  any,  roads  have  yet  made  any  payment  to  the  Com- 
mission under  the  recapture  provisions  of  the  act,"  said  he,  "and 
I  know  from  statements  made  in  ray  presence  during  the  past 
few  days  that  some  of  the  strongest  carrier  companies  have 
determined  not  to  comply  with  that  clause,  and  are  prepared 
to  have  the  question  settled  by  the  Supreme  Court  of  the  United 
States." 

Urging  members  to  do  what  they  could  to  prevent  any 
change  being  made  in  the  law  now,  he  said  the  carriers  needed 
a  period  of  repose  and  that  if  permitted  to  proceed  undisturbed 
they  would,  without  doubt,  greatly  improve  their  facilities  and 
service. 

Mr.  Robinson  said  it  might  be  necessary  for  the  short  lines 
to  appeal  to  the  President  or  the  courts  before  they  obtain  full 
justice  in  the  settlements  for  the  period  of  federal  control. 

The  Commission  was  commended  by  Mr.  Robinson,  who 
urged  that  proposed  legislation  to  reduce  the  pay  of  employes 
be  opposed.  He  touched  on  recent  cases  involving  increased 
divisions  to  short  lines.  He  said  he  was  of  the  opinion  that  it 
would  require  a  great  deal  of  work  to  obtain  for  members  their 
legal  and  equitable  proportion  of  joint  rates.  He  referred  to  the 
victory  won  by  the  short  lines  when  the  Commission  denned 
the  word  "deficit"  under  section  204.  Referring  to  consolidation, 
he  said  he  feared  the  short  lines  do  not  appreciate  the  impor- 
tance of  the  plans  adopted  and  that  the  problem  could  not  be 
ignored  or  neglected. 

Mr.  Robinson  said  the  railroads  were  dissatisfied  with  the 
uniform  express  contract  with  the  American  Railway  Express 
Company.  He  said  either  substantial  modifications  must  be 
made  in  the  contract  or  a  large  per  cent  of  the  carriers  would 
give  notice  on  September  1  of  a  desire  to  cancel  it. 

Discussing  car  hire  or  per  diem,  Mr.  Robinson  said  it  had 
been  determined  that  no  special  consideration  would  be  accorded 
the  short  lines  with  reference  to  per  diem  rates  or  rules.  Pro- 
posals made  by  the  association  to  the  American  Railway  Asso- 
ciation, he  said,  had  been  rejected.  He  said  the  short  lines 
might  appeal  to  the  Commission  for  relief,  but  that  the  only 
real  remedy  he  saw  was  to  insist  on  divisions  of  joint  rates 
sufficient  to  pay  the  cost  of  service,  including  the  cost  of  per 
diem  on  cars. 

The  Post  Office  Department,  he  said,  had  been  unfair  to  the 
short  lines  in  the  matter  of  railway  mail  pay,  and  that  an  appeal 
should  be  made  to  the  Commission  to  force  the  department  to 
pay  the  short  lines  for  the  services  they  render,  or  to  appeal 
to  Congress  to  get  that  result. 

Representative  Sydney  Anderson,  of  Minnesota,  chairman  of 
the  Joint  Commission  of  Agricultural  Inquiry,  spoke  to  the  con- 
vention on  the  subject  of  the  relation  of  transportation  to  agri- 
cultural. This  Is  the  subject  on  which  the  joint  commission  has 
just  competed  on  extensive  investigation.  Mr.  Anderson  in- 


dorsed President  Robinson's  proposal  for  the  establishment  of 
a  transportation  institute. 

Report  of  Traffic  Department 

L.  S.  Cass,  vice-president  of  the  association,  in  a  report 
for  the  traffic  department,  said  in  the  first  part  of  his  report: 

When  all  is  said  and  done  the  success  and  prosperity  of  a  short 
line  primarily  depends  upon  the  revenue  it  receives  from  the  volume 
of  traffic  which  Is  available  to  it;  and  it  Is  the  conception  of  the  traffic 
department  that  this  is  the  key  to  the  real  solution  of  the  problem  of 
the  short  and  weak  roads;  and  its  program,  which  is  the  program  of 
the  association  of  course,  may  be  summarized  briefly  as  seeking, 

First:  To  provide  enough  provender  to  so  nourish  all  the  '  weak 
animals"  in  the  nation's  railroad  barn  lot,  so  they  may  haul  the  prod- 
ucts of  Uncle  Sam's  farms  and  factories  to  his  nephews,  nieces,  kin- 
folks  and  customers  in  the  most  efficient  and  economical  manner. 
(This  means  Section  15-A.) 

Second:  To  have  such  provender  as  is  available,  fed  fairly  and 
justly  to  the  "animals"  so  that  the  yearlings  may  grow  up  strong  and 
healthy,  and  not  be  starved  and  stunted  by  being  trampled  upon  or 
thrust  away  from  the  feed  racks  by  the  older  and  stronger  live  stock. 
(This  means  the  Rule  for  Divisions.  Paragraph  6  of  Section  15;  and 
also  the  Rule  for  Routing — Paragraph  10  of  Section  15.) 

To  succeed  in  this  is  to  solve  all  our  real  problems;  for  if  they 
can  get  adequate  earnings,  the  short  lines  can  get  the  money  to  buy 
equipment,  make  needed  improvements,  can  keep  up  a  proper  degree 
of  maintenance,  can  pay  its  officers  the  salaries  they  earn  and  deserve 
for  the  devoted  service  and  diverse  duties  they  render;  and  it  will 
give  those  patriotic  investors  who  put  their  money  into  these  enter- 
prises, an  opportunity  to  get  some  return  on  their  savings;  and  to  get 
a  fair  price  for  their  holdings  when  consolidation  eventuates. 

So,  in  a  broad  way  of  speaking,  from  the  viewpoint  of  the  traffic 
department,  the  Commission  may  be  said  to  be  like  the  banker  who 
has  just  two  troubles,  one  to  get  his  money  out,  and  the  other  to  get 
his  money  in;  the  Commission  has  but  two  troubles — first  to  promul- 
gate rates  that  are  fair  to  the  shippers  and  travelers  and  at  a  level 
that  will  give  the  carriers  in  a  given  group  a  fair  return  upon  the  value 
of  their  property  as  a  whole;  and  second  to  so  divide  the  joint  rate 
among  the  carriers  that  each  shall  receive  the  amount  of  revenue 
required  to  pay  their  respective  operating  expenses,  taxes,  and  a  fair 
return  on  their  railway  property  held  for  and  used  in  the  service  of 
transportation. 

Mr.  Cass  discussed  the  agitation  for  reduced  rates  and  said 
that  even  under  the  increases  authorized  in  Ex  Parte  74  the 
volume  of  business  in  1921  failed  to  produce  more  than  45  per 
cent  of  a  fair  return  on  the  value  of  the  railroad  property  as 
a  whole.  He  said  that  fact,  however,  did  not  change  the  duty 
of  the  Commission  to  divide  in  a  legal  manner  the  income 
produced  on  interline  traffic.  He  reviewed  the  efforts  of  the 
association  to  "preserve  and  increase  the  revenues  of  its  mem- 
bers," and  of  conferences  with  trunk  line  representatives  in 
that  connection.  He  also  referred  to  cases  pending  before  the 
Commission  in  which  divisions  of  joint  rates  are  involved,  and 
to  the  New  England  division  case. 

Mr.  Cass  said  it  was  the  belief  of  the  executive  officers  of 
the  association  that  the  trunk  roads  do  not  intend  to  grant 
increased  divisions  voluntarily  and  that  the  short  lines  might  as 
well  appeal  to  the  Commission  for  relief. 

Discussing  motor  truck  competition,  Mr.  Cass  said  it  was 
eminently  unjust  to  tax  the  railroads  to  build  and  maintain  a 
highway  and  let  heavy  trucks  "cut  our  throats  with  unfair 
competition,  at  no  substantial  cost  to  themselves  for  the  use 
of  the  roadway,  and  with  a  minimum  of  responsibility  to  the 
public."  He  said  the  Colorado  commission  had  recently  refused 
a  truck  line  a  license  to  operate  in  competition  with  a  railroad 
serving  the  same  territory.  He  also  said  the  American  Elec- 
tric Railway  Association  had  a  committee  giving  careful  con- 
sideration to  a  uniform  motor  bus  regulation  bill  to  be  presented 
in  all  state  legislatures  at  their  coming  sessions.  He  said  when 
that  work  was  completed  the  short  line  association  would  join 
in  the  effort  to  have  the  motor  truck  fairly  regulated. 

Mr.  Cass  reported  that  up  to  January  1,  1922,  23  short  lines 
had  received  $8,448,250  under  section  210;  118  lines  received 
$5,376,094  in  partial  payments  Under  section  209;  46  lines  re- 
ceived $2,177,651  under  section  204  in  partial  payments,  and 
20  lines  had  settled  in  full,  receiving  $992,529.  He  said  the 
association  was  directly  responsible  for  having  $545,897  distri- 
buted among  the  short  lines  to  September  15,  1921,  on  readjust- 
ments of  per  diem. 

Ben  B.  Cain,  general  counsel  for  the  association,  gave  the 
members  a  detailed  explanation  of  the  legislative  situation  with 
respect  to  the  proposed  repeal  of  sections  15-a  and  13  of  the  act. 
He  declared  that  if  section  15-a  were  repealed  there  would  be  no 
rule  for  rate  making  and  that  the  credit  of  the  railroads  would 
be  affected  because  capital  demanded  some  legislative  assurance 
that  the  railroads  have  a  fair  return. 

The  members  voted  to  continue  the  traffic  department  of  the 
association. 

With  the  election  of  officers  the  American  Short  Line  Rail- 
road Association  concluded  Its  annual  meeting  April  26.  The 
officers  were  re-elected.  They  are:  Bird  M.  Robinson,  president; 
L.  S.  Cass,  vice-president;  Ben  B.  Cain,  vice-president  and  gen- 
eral counsel;  B.  S.  Barker  and  F.  J.  Lisman,  vice-presidents,  and 
T.  F.  Whittelsey,  secretary  and  treasurer. 

Resolutions  were  adopted  approving  President  Robinson's 
proposal  for  the  establishment  in  Washington  of  a  national  trans- 
portation institute  and  against  any  change  In  the  transportation 
act. 

Under  another  resolution  the  association  was  authorized  to 
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establish  a  method  for  getting  freight-carrying  electric  lines  to 
be  members  of  the  association.  The  committee  on  valuation 
urged  members  to  pay  more  attention  to  valuation  matters  and 
to  see  that  protests  against  tentative  reports  are  filed  properly. 
The  association  was  authorized  to  open  a  traffic  office  in  New 
York  as  a  branch  of  the  traffic  department,  with  R.  A.  Belding 
in  charge. 

Members  of  the  association  also  were  urged  to  patronize  the 
purchasing  agency  which  President  Robinson  and  others  estab- 
lished out  of  private  funds. 

REVENUE  FREIGHT  LOADING 

\  further  decrease  in  coal  loading  on  account  of  the  coal 
miners'  strike  resulted  in  revenue  freight  loading  dropping  to 

;:{  cars  the  week  ended  April  15  as  compared  with  714.2f 
the  preceding  week   and   702,116  and  601.695  the  corresponding 
weeks  of  1921  and  1920,  respectively,  according  to  the  weekly  re- 
port of  the  car  service  division  of  the  American  Railway  Asso- 
ciation. 

Coal  loading  dropped  from  69.456  cars  In  the  week  ended 
April  8  to  62,851  cars  in  the  week  ended  April  15.  The  coal  load- 
ing in  the  week  ended  April  1.  the  date  the  strike  began,  was 

Notwithstanding  the  drop  In  coal  loading,  as  indicated  above, 
the  total  loading  in  the  week  ended  April  15  exceeded  the  load- 
ings of  the  corresjondlng  weeks  in  1921  and  1920.  Increases 
in  the  loading  of  merchandise.  L.  C.  U,  miscellaneous  and  forest 
products  were  reported  for  the  week  ended  April  15  as  com- 
pared with  the  preceding  week.  The  low  loading  in  1920  was  dm- 
to  the  switchmen's  strike. 

Loading  by  districts  in  the  week  ended  April  -15  and  the 
corresponding  week  of  1921  was  as  follows: 

Eastern    district:      Grain    and    grain    products.    6.004    and 

:•  live  stock.  2,709  and  2.880:  coal.  5,850  and  38.758:  coke. 
1 190  and  798-  forest  products,  4.570  and  5.749;  ore,  948  and  798 
merchandise.  L.  C.   I.     :•>.  X2  ami   r,7,33«:   miscellaneous,  75.021 
and  «2.558;   total.  1922.  166.654;   1921.  174.110;    1920,  111.041. 

Allegheny   district:      Grain  and   grain   products.   1.995   and 

.  live  stock,  2.297  and  3,161;  coal,  15.258  and  40,324;  coke. 
4.513  and  2.349:  forest  products,  2.818  and  2.306;  ore.  2.246  and 
954-  merchandise,  I.  «'  1  and  42.851:  miscellaneous. 

•3.241  and  46.438;  total.  1322.  143.470;  1921.  140.508;  1920,  110.082. 

Pocahontas  district:  Grain  and  grain  products.  214  and  1 

live  stock,  73  and  108;  coal.  21.947  and  16.584:  coke.  238  and  167: 

forest  products,  1.301  and  1.287;  ore.  28  and  23;   merchandise. 

U  C.  L..  6.043  and  5.109;  miscellaneous.  4.281  and  3.543;   total.. 

.'•..942:  1920.  30.208. 

Southern  district:   Grain  and  grain  products.  2.901  and  3.047; 
lire  stock,  2."91   and  1.932;   coal,  12.973  and  16.226:    coke.  455 
and  456:   forest  products.  18.985  and  13.859;  ore.  711  and  705 
merchandise.  U  C.  L..  38.309  and  35.386;   miscellaneous,  44.855 
and  39.705;  total.  1922.  121.280;  1921.  111.336;  1920,  122.363. 

•h western  district:  Grain  and  grain  products.  7.295  and 
7.303;  live  stock.  6.293  and  6.645;  coal.  2.732  and  3,521;  coke. 
1,309  and  406:  forest  products.  15,016  and  13.217;  ore.  1.037  and 
869;  merchandise.  L.  <'.  L..  29.610  and  27.265;  miscellaneous. 
30,575  and  28.930;  tot.  '  867;  1921.  88.156:  1920.  99.163. 

Central  Western  district:  Grain  and  grain  products.  7.785  and 

10.728:  live  stock.  8.807  and  10.078;  coal.  2.625  and  14.417:  coke. 

'orest  products.  5.078  and  5,132;  ore.  1.547  and  1.157; 

merchandise  L.  C.  L..  S2.598  and  30.812:  miscellaneous.  34,983  and 

30.678;   total.  1922.  93,577:    1921.  103 J17;   1920.  83.151. 

Southwestern  district:  Grain  and  grain  products.  3,675  and 
4,977;  live  stock.  2.744  and  2.076;  coal,  1.466  and  4.216;  coke.  213 
and  95;  forest  products.  7.137  and  6.048:  ore.  647  and  499:  mer- 
chandise. L.  C.  L.  16.204  and  16.874:  miscellaneous.  21.654  and 
2J.161;  total,  1922.  83.740;  1921.  57.947;  1920.  45.687. 

Total  all  roads:  Grain  and  grain  products.  29.669  and  33.654: 
live  stock.  25.014  and  26.880:  coal.  62.861  and  134.046:  coke.  • 
and  4.386;  forest  products.  54.905  and  47.598;  ore.  7.164  and  5.0HT 
Merchandise.  I,   <  .'28  and    215.633;  miscellaneous  L'74 

610  and  235.014;   total.  1922.  706.713;   1921  1920  601.695. 
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CAR  SURPLUS  AND  SHORTAGE 

The  average  dally  surplus  of  freight  cars  In  good  order  In- 
creased to  333.393  cars  In  the  period  April  8-15  as  compared  with 
259.606  in  the  period  April  1-8.  according  to  the  weekly  report 
of  the  car  service  division  of  the  American  Railway  Association. 
The  surplus  of  coal  cars  Increased  from  122.359  In  the  perln<l 
April  1-8— the  first  week  of  the  coal  miners'  strike— to  187.918 
In  the  period  April  81'  Th<>  average  dally  shortage  was  358 
can. 

The  surplus  was  made  up  as  follows:  Box,  93.097:  ven- 
tilated box.  4.523;  auto  and  furniture,  1.066;  total  box.  98.68G: 
flat.  9.046:  gondola.  109.782:  hopper.  78.13R;  all  roal.  187.918; 
ooke.  2.842;  S.  D.  stock.  17.447:  D.  D.  stock.  1.984;  refrigerator. 
8.093;  tank.  559:  miscellaneous.  6.818:  total.  333,393 

The  shortage  of  358  cars  was  made  up  of  199  box,  3  auto  and 
furniture.  13  flat.  65  gondola.  23  hopper  and  25  miscellaneous 
cars. 


Tkt  Traffic   World  Washington  Bureau 

Public  consideration  of  the  Commission's  railroad  consolida- 
tion plan  was  begun  before  Commissioner  Hall,  April  24,  when 
those  Interested  were  invited  to  express  their  views  about  the 
scheme  for  consolidating  the  railway  properties  of  the  United 
States  into  a  limited  number  of  systems,  as  set  forth  in  formal 
docket  No.  12964.  Prior  to  the  public  hearing  on  the  subject, 
the  Commission  had  received  a  considerable  number  of  letters 
and  communications  from  railroad  companies  and  others  In- 
terested In  the  matter.  Inasmuch  as  the  Commission  has  not 
the  authority  to  require  consolidation,  the  officers  of  a  good  many 
railroad  companies  appeared  to  be  indifferent  to  the  matter. 
That  prior  correspondence  was  taken  as  indicating  there  would 
be  a  large  attendance  of  vice-presidents  in  charge  of  the  law  de- 
partments of  the  railroads. 

The  most  distinct  opposition  to  the  plan  set  forth  was  from 
the  Seaboard  Air  Line  Interests,  represented  by  S.  Davles  War- 
field.  The  plan  to  make  the  Seaboard  a  part  of  a  system  of 
which  the  Illinois  Central  should  be  the  main  stem  did  not  seem, 
from  the  communications  received  on  the  subject,  to  commend 
itself  to  Mr.  Warfleld  and  those  interested  in  the  Seaboard  prop- 
erty. Their  thought  seemed  to  be  that  the  Seaboard  should  not 
be  made  the  tail,  so  to  speak,  of  an  Illinois  Central  kite,  although 
by  linking  together  the  Illinois  Central,  the  Central  of  Georgia, 
Its  subsidiary,  and  the  Seaboard,  the  southeast  would  be  pro- 
vided with  three  strong  systems,  each  In  the  form  of  a  letter  U. 
The  two  other  systems  would  be  the  Atlantic  Coast  Line  and  the 
Louisville  ft  Nashville,  now  controlled  by  the  same  interest;  and 
the  Southern,  with  the  Queen  ft  Crescent  an  affiliated  line,  as  the 
western  part  of  the  U. 

Another  point  that  seemed  to  be  destined  to  provoke  oppo- 
sition was  the  proposal  to  provide  another  Atlantic-Great  Lakes 
coal  carrying  line  by  taking  the  Toledo  ft  Ohio  Central  from  the 
New  York  Central  and  tying  it  up  with  the  Norfolk  ft  Western. 
a  property  in  which  the  Pennsylvania  has  a  great  interest  and 
which  the  Pennsylvania  bought  into  on  the  theory  that  the  coal 
mines  along  Its  rails  would  take  the  place  of  the  coal  reserves 
along  the  lines  of  the  Pennsylvania  system  when  they  should 
become  exhausted.  That,  to  men  who  had  been  considering  plans 
for  consolidation,  seemed  far-fetched,  but  there  was  no  dispute 
about  the  fact  that  that  was  a  Pennsylvania  Idea.  It  seemed  far- 
fetched because  the  geologists  do  not  appear  to  be  at  all  ap- 
prehensive about  the  early  failure  of  the  coal  reserves  along  the 
Pennsylvania. 

Practically  no  interest  was  shown,  in  advance  of  the  hear- 
ing, by  the  trans-Mississippi  lines. 

Among  the  things  admitted  was  that  the  New  England  prob- 
lem would  be  one  of  the  hardest  to  solve.  The  difficulties  of  the 
New  Haven  and  the  inability  of  other  New  England  roads  to 
do  much  more  than  keep  out  of  the  hands  of  the  sheriff  seemed 
to  brand  them  all  as  pariahs  with  whom  no  other  lines  cared 
to  hare  anything  to  do,  because  the  latter  were  not  looking  for 
additional  liabilities.  The  strong  interest  the  Pennsylvania  was 
supposed  to  have  in  the  New  Haven,  by  reason  of  its  stockhold- 
ing In  that  company,  did  not  manifest  Itself  in  the  form  of  any 
suggestion  that  the  Pennsylvania  was  opposed  to  the  plan  for 
making  a  New  England  system  by  tying  them  all  up  together, 
as  the  New  Haven  was  In  a  fair  way  of  doing  when  the  govern- 
ment stepped  In  and  ruined  the  plans,  by  putting  the  anti-trust 
law  snuffer  over  the  ambitions  plans  that  had  been  made  for  the 
New  Haven's  development  Into  the  only  railroad  in  New  England. 
No  one  now  seems  Interested  In  trying  to  force  the  New  Eng- 
land roads  into  doing  that  which  the  courts,  at  the  suit  of  the  gov- 
ernment, forbade  them  to  do,  when  the  men  in  control  of  the 
New  Haven  thought  It  would  be  a  fine  thing  to  do  the  thing  the 
government  Is  now  trying  to  force  them  to  do. 

Among  the  correspondence  received  by  the  Commission  there 
have  been  a  number  of  communications  to  the  general  effect  that 
a  horse  may  be  led  to  water  but  that  making  him  drink  was 
another  matter;  that  men  would  consolidate  when  they  saw 
or  thought  they  saw  an  opportunity  for  profit,  but  not  before; 
and  that  therefore  the  Commission  was  wasting  Its  time,  and 
possibly  blocking  beneficial  consolidations,  by  laying  down  plans 
for  mergers  and  saying  that  mergers,  except  In  conformity  with 
the  plans  prepared  by  It,  were  forbidden. 

From  the  quantity  of  the  correspondence  It  was  Inferred 
there  would  be  a  large  attendance,  even  if  the  discussion  might 
not  be  so  very  animated  or  Intense. 

A  surprising  lack  of  knowledge  as  to  what  the  Commission 
desired  In  the  way  of  traffic  and  physical  property  data  devel- 
oped at  the  morning  session  of  the  Commission's  first  hearing 
on  Its  tentative  plan  for  the  consolidation  of  the  railroad  proper- 
ties of  the  United  States  Into  a  limited  number  of  systems.  Not 
one  of  the  men  who  appeared  before  Commissioner  Hall  was  pre- 
pared to  make  a  record  In  the  matter.  Two  hours  were  used  In 
explanations  by  the  representative  of  this  or  that  railroad  sys- 
tem, that  he  did  not  know  what  was  wanted,  but  that  If  the  Com- 
mission would  indicate  what  It  desired  he  would  see  to  It  that 
the  Information  was  supplied  within  a  reasonable  time. 

8.  Davles  Warfleld  and  Forney  Johnston  of  the  National  As- 
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soclation  of  Owners  of  Railroad  Securities,  the  Department  of 
Public  Works  of  the  State  of  Washington,  the  Florida  Railroad 
Commission  and  Eppa  Hunton,  president  of  the  Richmond,  Fred- 
ericksburg  &  Potomac,  were  the  only  ones  who  had  definite  Ideas. 

The  Washington  commission,  speaking  through  John  E. 
Benton,  took  the  position  that  any  plan  not  providing  for  at 
least  four  real  transcontinental  systems,  prepared  and  equipped 
to  compete  with  the  transcontinental  system  of  the  Canadian 
Pacific,  would  not  be  satisfactory  or  in  keeping  with  the  spirit  of 
the  legislation.  The  Florida  commissioners,  also  speaking 
through  Mr.  Benton,  opposed  consolidation  on  the  ground  that 
there  would  be  no  benefits  to  the  users  of  transportation,  nor 
economies  for  the  railroads.  It  said  the  American  Railway  Ex- 
press Company  might  be  taken  as  a  fair  example  of  what  might 
be  expected  to  follow  consolidation.  That  company,  the  Flor- 
idans  asserted,  had  shown  a  fine  example  of  the  "public  be 
damned"  policy.  Its  management,  they  said,  was  far  away  and 
not  in  a  position  to  co-operate  with  shippers.  The  Floridans 
added  they  were  as  much  opposed  to  concentration  of  transpor- 
tation in  a  few  hands  as  they  were  to  the  concentration  of  regu- 
lation of  state  and  Interstate  rates  in  Washington. 

President  Hunton  of  the  R.  F.  &  P.  opposed  the  inclusion  of 
that  railroad  in  system  No.  11,  composed,  in  the  main  part,  of 
the  Atlantic  Coast  Line  and  the  Louisville  &  Nashville,  because, 
as  he  said,  that  would  shut  other  lines  out  of  any  voice  in  the 
management  of  the  only  bridge  between  the  north  and  the  south 
across  the  Potomac.  At  present  the  four  southern  lines  and  the 
Pennsylvania  and  the  Baltimore  &  Ohio  are  owners  of  its  stock, 
together  with  the  state  of  Virginia.  All  except  the  Southern  are 
represented  on  its  board  of  directors,  he  said.  The  Southern 
was  not  represented,  he  said,  because  President  Harrison,  the 
Southern's  board  of  directors,  deemed  the  Southern's  circuitous 
line  between  Richmond  and  Potomac  Yards  a  competitor  of  the 
R.  F.  &  P.  and  therefore  he  should  not  serve  on  the  board  of 
the  last  mentioned.  For  passenger  traffic  the  two  roads  are  not 
competitors. 

The  National  Association  of  Owners  of  Railroad  Securities 
took  the  position  that  until  it  obtained  information  and  data 
requested  by  the  association  in  its  questionnaire,  it  would  not  be 
practicable  to  define  specific  plans  for  consolidating  the  206 
class  I  and  switching  roads. 

Mr.  Johnston  said  the  board  of  engineers  appointed  by  the 
association  had  asked  for  data  from  the  class  I  and  switching 
roads,  but  only  70  had  answered.  Sixty  failed  to  answer  and  61 
declined.  Mr.  Johnston  said  the  need  of  the  data  requested  by 
the  association's  •  board  was  greatly  needed.  In  a  summary  of 
that  statement  prepared  by  the  association  that  organization 
said: 

The  importance  of  the  data  requested  from  the  railroads  by  the 
hoard  is  strikingly  illustrated  in  a  tentative  study  of  the  New  England 
group  of  railroads,  submitted  with  the  statement.  This  study  must 
necessarily  be  tentative  because  information  has  not  been  available 
from  all  the  railroads  which  are  involved  in  the  proposed  plan  for 
New  England. 

The  plan  announced  by  the  Commission  does  not  provide  for  the 
entrance  into  New  England  territory  of  sufficient  competitive  systems 
to  carry  out  the  basic  purpose  of  the  transportation  act.  Sufficient 
information  has  been  gathered  by  the  board  to  substantiate  a  plan 
which  will  give  the  New  England  territory  four  competing  systems, 
operating  to  the  benefit  of  industries  and  shippers,  In  contrast  to  the 
suggested  plan  by  the  Commission. 

The  statement  further  points  out  that  the  Commission's  plan 
groups  practically  all  the  roads  traversing  the  Michigan  peninsula  into 
one  system,  again  contrary  to  the  purpose  of  the  transportation  act 
in  respect  to  competition,  whereas  the  tentative  plan  of  the  associa- 
tion provides  for  four  competitive  systems  in  that  territory.  Thus. 
the  plan  of  the  board  is  that  the  east  and  west  trunk  lines  in  the 
territory  bound  by  the  Mississippi  River  on  the  west,  the  Atlantic 
.seaboard  on  the  east  and  the  Ohio  River  on  the  south,  should  be  con- 
solidated into  four  competitive  systems  and  that  each  system  should 
have  admission  to  the  Michigan  peninsula  and  the  New  England  ter- 
ritory. 

It  is  pointed  out  that  Professor  William  Z.  Ripley,  who  was  em- 
ployed by  the  Commission,  in  his  report  stated  that  "consolidations 
can  never  be  effectively  brought  about  without  the  adoption  of  a 
comprehensive  policy  of  terminal  ownership  or  operation  or  both." 
The  statement  of  the  security  owners  intimates  that  while  making 
this  assertion,  the  Commission's  plan  of  consolidations  apparently 
ignores  this  principle  that  was  laid  down. 

Following  up  this  assertion  the  statement  of  the  security  owners 
includes  a  study  by  the  board,  accompanied  by  charts,  showing  the 
possibilities  of  Joint  use  of  terminal  facilities  in  a  great  railroad 
center;  the  terminal  situation  In  Chicago  is  the  subject  of  this  study, 
which  shows  the  result  that  might  be  obtained  along  similar  lines  in 
other  large  centers.  The  total  outlay  incident  to  the  Chicago  plan 
approximates  $90,000.000,  with  salvage  through  sale  of  property,  etc., 
of  $85.000.000,  giving  a  total  net  cost  of  $5,000,000.  and  effecting,  it 
is  claimed,  an  annual  saving  of  $16,000,000,  with  improved  facilities 
to  the  shippers  and  providing  the  essential  conditions  prescribed  by 
the  Chicago  terminal  commission  appointed  by  the  City  of  Chicago. 
t  is  the  purpose  of  the  Association  to  turn  this  study  over  to  the 
Chicago  Terminal  Commission  for  its  use.  A  study  of  the  New  York 
terminal  situation  is  being  made  by  the  association  and  will  shortly 
he  completed. 

In  line  with  the  policy  in  respect  to  savings  through  joint  facility 
uses,  the  security  owners  are  interested  in  the  development  of  the 
comprehensive  plan  that  was  laid  before  the  Commission  for  the  pool- 
ing of  freight  cars  that  Intensive  economies  may  be  attained  necessary 
to  secure  sufficient  net  revenue  to  the  railroads  and  insure  to  the 
shippers  reasonable  rates. 

In  an  opening  statement,  Commissioner  Hall  said  the  object 
of  the  hearing  was  to  make  a  record  on  which  the  Commission 
might  proceed  farther.  He  said  the  matter  was  one  of  first 
impression  to  many,  as  well  as  to  the  Commission.  Therefore, 


he  said,  he  would  undertake  to  answer  questions  before  begin- 
ning the  hearing.  Ben  B.  Cain,  for  the  American  Short  Line 
Railroad  Association,  asked  whether  it  was  the  desire  of  the 
Commission  that  the  owners  of  the  short  lines  should  indicate, 
in  connection  with  the  hearing,  which  was  supposed  to  be  con- 
fined to  the  railroads  of  the  southeast,  where  they  thought  they 
should  be  placed  in  making  up  the  big  systems.  Commissioner 
Hall  thought  it  would  be  well  for  them  to  indicate  their  prefer- 
ences, as  it  was  conceivable  there  were  many  which  could  be 
placed  in  either  one  or  another  system. 

In  behalf  of  the  Southern  Railway,  L.  E.  Jeffries,  vice  presi- 
dent and  general  counsel,  said  that  that  carrier  had  no  evidence 
to  offer.  At  this  juncture,  he  said,  the  Southern  did  not  want 
to  be  in  the  attitude  of  assenting  or  negativing  the  proposal 
to  make  the  Southern  the  main  part  of  a  system.  Commissioner 
Hall  seemed  to  be  taken  aback  by  the  attitude  of  Mr.  Jeffries 
and  asked  something  about  how  Mr.  Jeffries  read  the  consolida- 
tion statute. 

"If  you  will  pardon  me,"  said  Mr.  Jeffries,  "I  prefer  not  to 
go  into  the  law  at  this  time.  When  we  know  what  the  Commis- 
sion would  like  us  to  furnish  we  will  furnish  it  within  a  reason- 
able time.  We  would  prefer  to  reserve  our  testimony  for 
rebuttal." 

Forney  Johnston  for  the  Seaboard  Air  Line  said  that  that 
road  had  some  comments  to  make  on  the  proposal  to  make  the 
Southern  the  main  part  of  a  system  but  would  reserve  it  for 
utterance  in  connection  with  the  proposal  in  connection  with 
the  plaa  putting  the  Seaboard  into  a  system  with  the  Central 
of  Georgia  and  the  Illinois  Central. 

Commissioner  Hall  called  on  representatives  of  the  New 
Orleans  Great  Northern  to  say  something  because  Mr.  Jeffries 
said  he  did  not  speak  for  it  nor  for  the  Alabama  &  Vicksburg, 
two  roads  generally  regarded  as  parts  of  the  Southern  system. 
Larz  A.  Jones,  president  and  general  manager  of  the  Alabama 
&  Vicksburg  spoke  against  the  severance  of  the  connection  now 
existing  between  that  road  and  the  Vicksburg,  Shreveport  & 
Pacific.  He  said  they  constitute  one  of  two  systems  that  operate 
between  the  southeast  and  the  southwest  and  to  that  extent 
break  down  the  Chinese  wall  into  which  the  Mississippi  has 
been  converted. 

D.  L.  Younger,  as  attorney  for  the  Alabama  &  Vicksburg,  said 
he  desired  to  reserve  the  right  of  that  carrier  to  test  the  con- 
stitutionality of  the  consolidation  statute,  if  its  interest  should 
so  appear. 

E.  C.  Vailly,  secretary  of  the  Carolina,  Clinchfield  &  Ohio, 
read  a  statement  of  the  position  of  that  road,  written,  he  said, 
before   it   could   know  the   direction   the   hearing  would   take, 
asking  the  Commission,  when  it  adopted  a  plan  to  leave  the 
question  open  as  to  whether  the  road  should  go  into  systems 
Nos.  10,  11,  8,  or  9  because,  the  road's  management  said,  reasons 
for  going  into  any  one  of  the  systems  mentioned,  were  as  good 
as  those  which  could  be  brought  for  its  going  into  some  other. 
He  said  its  failure  to  advocate  or  oppose  any  plan  at  this  hearing 
should  not  be  construed  as  an  estoppel  to  whatever  it  might 
hereafter  do. 

Marcellus  Green,  speaking  for  the  Columbia,  Fernwood  & 
Gulf,  said  the  short  lines  felt  the  trunk  lines  should  be  heard 
first.  Therefore,  he  had  nothing  to  say. 

George  B.  Elliott,  vice  president  and  general  counsel  for  the 
Atlantic  Coast  Line,  said  he  was  not  prepared  with  data  of  the 
kind  indicated  by  Mr.  Hall. 

President  Mapother,  of  the  Louisville  &  Nashville,  said  that 
carrier  had  no  particular  recommendations  to  make  and  was  not 
prepared  with  data.  He  said  there  was  much  to  be  said  in  com- 
mendation of  the  Commission's  proposal  to  consolidate  the  Atlan- 
tic Coast  Line,  and  the  Louisville  &  Nashville  as  a  permissive 
proposition,  but  not  as  a  compulsory  thing  because,  in  the  end, 
he  said,  it  was  a  question  of  credit  and  whether  the  necessary 
funds  could  be  procured.  The  present,  he  said,  was  an  inauspi- 
cious time  to  undertake  any  new  capital  obligations. 

Mr.  Younger  said  the  Norfolk  &  Western  had  expected  to 
have  witnesses  present  to  show  why  branches  of  that  road  should 
not  be  cut  off,  as  proposed,  but  it  was  disappointed  in  not  having 
been  able  to  get  the  data  ready. 

D.  L.  Cole,  president  of  the  Nashville,  Chattanooga  &  St. 
Louis,  said  it  was  logical  for  the  Commission  to  group  the  A. 
C.  L.,  L.  &  N.  and  the  Nashville,  Chattanooga  &  St.  Louis. 

End  of  Hearing 

The  hearing  came  to  an  end  at  the  afternoon  session  at  the 
suggestion  of  the  attorneys  for  the  railroads,  who,  at  the  noon 
recess,  had  held  a  conference  among  themselves  and  reached 
the  conclusion  that  no  progress  could  be  made  by  continuing 
this  hearing,  because  the  railroads  were  not  prepared  with  data 
such  as  Commissioner  Hall  had  indicated  would  be  desirable. 
Mr.  Hall,  at  the  morning  session,  had  said  that  the  Commission 
needed  figures  showing  the  amount  and  direction  of  the  flow 
of  traffic  over  each  line  and  the  figures  showing  the  miles  of 
track  and  the  points  of  physical  contact  between  the  railroads 
proposed  to  be  incorporated  in  each  system.  R.  V.  Fletcher, 
of  the  Illinois  Central,  was  appointed  chairman  of  the  conference 
and  reported  to  Commissioner  Hall  that  it  was  the  sense  of  the 
conference  that  five  committees  should  be  appointed  by  the 
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railroads,  each  to  represent  a  section  of  the  country,  to  formu- 
late a  plan  of  procedure  to  be  laid  before  the  Commission.  It 
was  his  idea  that  the  committees  could  put  something  before 
the  Commission  in  a  concrete  form  in  a  comparatively  short 
time. 

Commissioner  Hall  said  the  engagements  of  the  Commission 
were  such  as  would  make  It  impossible  to  have  any  further 
bearings  until  the  latter  part  of  May.  He  told  the  attorneys  to 
shape  their  plans  with  a  view  to  resuming  the  hearing  either 
May  19  or  20.  Then  he  added  that,  in  view  of  the  suggestion 
of  the  attorneys,  it  would  be  well  to  postpone  the  hearing,  except 
insofar  as  It  related  to  the  Richmond,  Predericksburg  ft  Potomac. 
He  added  that  it  was  not  contemplated  that  all  hearings  should 
be  held  In  Washington  but  that  they  would  be  held  In  places 
convenient  for  the  short  lines  and  for  the  communities  which 
desired  to  be  heard.  Representatives  of  the  Mississippi.  Virginia, 
and  North  Carolina  commissions  assented  to  the  postponement. 

The  southeastern  carriers  at  the  conference  appointed  a 
committee  consisting  of  L.  E.  Jeffries,  vice  president  and  general 
counsel  of  the  Southern;  C.  J.  Rlzey,  commerce  counsel  of  the 
Southern;  George  B.  Elliott  vice  president  and  general  counsel 
for  the  Coast  Line;  E.  S.  Jouett  vice  president  and  general 
counsel  of  the  U  &  X.;  Forney  Johnston,  of  the  Seaboard  Air 
Line:  and  R.  V.  Fletcher,  of  the  Illinois  Central.  Later  a  repre- 
sentative is  to  be  appointed  from  the  Xorfolk  Southern  and 
from  the  short  lines. 

After  the  general  hearing  had  been  adjourned.  W.  D.  Duke, 
general  manager  of  the  Richmond,  Fredericksburg  ft  Potomac; 
Mason  Manghum,  representing  the  Corporation  Commission  of 
Virginia;  John  R.  Saundera,  attorney  general  of  Virginia;  and 
George  B.  Elliott,  of  the  Atlantic  Coast  Line,  spoke  in  opposition 
to  the  proposal  of  the  Commission  to  Incorporate  the"  R.  F.  ft  P. 
Into  a  system  of  which  the  Atlantic  Coast  Line  would  be  the 
main  stem.  Mr.  Duke  described  the  physical  operation  of  the 
railroad  to  show  the  absolute  Impartiality  that  was  observed 
on  that  railroad  now  by  reason  of  the  fact  that  six  railroads  and 
the  state  of  Virginia  owned  It.  Attorney-General  Saundem 
said  be  could  see  no  reason  for  the  merger.  Mr.  Manghum  read 
a  protest  adopted  by  the  Virginia  Corporation  Commission 
against  the  proposed  consolidation  on  the  ground  that.  In  Its 
opinion,  the  merger  would  be  highly  detrimental  to  the  Interests 
of  Virginia  which  owns  more  than  $600.000  worth  of  the  obliga- 
tions of  the  R.  F.  ft  P.  It  carries  them  In  a  sinking  fund  created 
for  the  retirement  of  Virginia's  bonds.  Mr.  Elliott  said  that  the 
A.  C.  L..  at  one  time  practically  owned  the  R.  F.  ft  P.,  but  decided 
It  would  be  better  to  have  It  owned  by  all  the  railroads  using 
It  as  a  bridge  between  the  north  and  the  south.  Twenty  yean 
of  operation  under  the  plan  then  devised  by  the  A.  C.  L.,  he 
said,  had  convinced  the  road  that  It  bad  acted  wisely. 

Frank  W.  Gwathmey,  speaking  for  the  trustees  of  the  Flagler 
estate,  who  are  now  operating  the  Florida  East  Coast  Railroad, 
announced  that  the  trustees  felt,  because  their  trust  expires  in 
May,  1923.  that  they  should  not  undertake  to  control  the  policy 
of  that  road  or  Indicate  what  they  thought  should  be  done  with 
It  hereafter.  Therefore,  they  asked  to  be  excused  from  taking 
part  In  thin  proceeding. 


COAL  TO  ZION,  ILL. 

Reparation  to  the  basis  of  a  subsequently  established  rate. 
on  six  carloads  of  coal,  moving  from  Epworth  and  Poaey.  Ind., 
to  Zlon.  111..  In  October  and  November.  1920,  was  asked  by  A 
Hueneryager.  traffic  manager  for  the  complainants  In  No.  13447, 
Zion  Institutions  and  Industries  vs.  Evansvllle  Suburban  A  New- 
burgh  Railway  et  al.,  at  the  hearing  on  that  case,  before  Ex- 
amlner  Gault,  in  Chicago,  April  24.  The  owner  of  the  complain- 
ing Industries,  Wilbur  Glenn  Vollva.  had  among  other  things, 
the  witness  said,  a  coal  yard  and  for  it  he  ordered  the  coal  on 
which  reparation  was  asked.  He  was  assessed  a  rate  of  $3.57 
of  which  42  cents  was  the  proportional  to  Evansvllle,  and  the 
balance  the  Evansvllle  group  rate  to  Zion.  The  distance  from 
the  mines  at  Epworth  and  Posey  was  8  and  18  miles,  respec- 
tively, and  the  carriers.  In  June.  1921.  after  a  complaint  had  been 
brought  against  the  assessment  of  the  proportionals  on  coal 
moving  into  Chicago,  voluntarily  abolished  them  and  substi- 
tuted therefor  a  2%-cent  differential  over  the  Evansvllle  rate. 

The  Evansvllle  rate  had  been  reduced  to  $3.06%  two  months 
previously  so  that  the  through  rate  to  Zlon  became  $3.09.  That 
was  the  basis  to  which  reparation,  amounting  to  $146.12,  was 
asked.  The  Press  Coal  Company  of  Chicago,  which  shipped  56 
cars  from  the  same  mines  during  the  year  of  1920.  Intervened, 
over  the  objections  of  the  defendants,  who  claimed  that  to  bring 
In  an  additional  destination  broadened  the  Issues.  The  carriers 
asserted  that  the  proportionals  as  charged  were  reasonable  for 
the  service  performed,  and  denied  that  the  subsequent  reduction 
of  the  rate  was  an  admission  of  unreasonableness. 


C.  I.  A  W.  BONDS 

Cincinnati.  Indianapolis  ft  Western  has  been  authorised 
by  the  Commission  to  pledge  and  repledge,  from  time  to  time, 
all  or  any  part  of  $400.000  of  first  mortgage  5  per  cent  gold 
bond*  a*  collateral  security  for  Hhorl-term  bank  loan*. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(EKgesti  taken  from  Reporter!  and  Digest*  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 

LOSS  OF  OR   INJURY  TO   GOODS 

Law  as  to   Interstate  Shipments   Dependent   Upon   Acts  of  Con- 
gress,   Bill    of    Lading,   and    Common-Law    Rules   Applied    in 

Federal  Tribunals: 

(Supreme  Court  of  Errors  of  Connecticut.)  Under  the  Car- 
mack  amendment  to  the  interstate  commerce  act  (U.  S.  Comp. 
St.,  sec.  8604a.  8604aa),  the  rights  and  liabilities  of  parties  in 
actions  relating  to  interstate  shipments,  in  either  the  state  or 
federal  courts,  depend  upon  acts  of  Congress,  the  bill  of  lading, 
and  the  common-law  rules  as  accepted  and  applied  in  federal 
tribunals. — New  England  Fruit  ft  Produce  Co.  vs.  Hlnes,  Di- 
rector-General of  Railroads,  116  A.  Rep.  243. 
Car-mack  Amendment  Does  Not  Oust  State  Courts  of  Jurisdiction 

in  Cases  Relating  to  Interstate  Shipments: 

The  Carmack  amendment  to  the  Interstate  commerce  act 
(U.  S.  Comp.  St.,  sec.  8604a,  8604aa)  does  not  oust  the  state 
courts  of  jurisdiction  in  cases  of  interstate  shipments,  but  re- 
quires that  the  rights  and  liabilities  of  the  parties  In  actions 
in  a  state  court  for  damages  arising  from  an  interstate  shipment 
shall,  be  determined  in  accord  with  the  federal  statutes  relating 
thereto  and  the  common-law  rules  as  to  common  carriers'  lia- 
bility accepted  and  applied  In  the  federal  courts. — Ibid. 
Matters  Relating  to  Remedy  Depend  Upon  Law  of  Place  Where 

Suit  Is  Brought: 

Generally,  matters  respecting  the  remedy,  such  as  the  form 
of  action,  the  sufficiency  of  the  pleadings,  and  rules  of  evidence, 
depend  upon  the  law  of  the  place  where  the  suit  is  brought. — 
Ibid. 
State's    Rules   of   Pleading   and    Evidence   Applicable   in   Actions 

as  to    Interstate   Shipments    in    State   Court,    but    Rights   of 

Parties  Governed  by  Federal  Laws  and  Decisions  of  Federal 

Courts: 

An  action  based  on  an  Interstate  shipment  may  be  tried  in 
the  state  courts  under  the  state's  rules  of  pleading  and  evidence, 
but  as  to  the  rights  of  the  parties  the  courts  must  be  governed 
by  federal  statutes  relating  to  interstate  shipments  and  by  Un- 
common-law rules  as  to  common  carriers'  liability  accepted  and 
applied  in  the  federal  courts,  under  ttie  Carmack  amendment  to 
the  Interstate  commerce  act  (U.  S.  Comp.  St.,  sec.  8604a,  8604aa). 
—Ibid. 
Carrier  Not  Insurer  Against  Delay  In  Transportation  of  Goods: 

A  carrier  Is  not  an  Insurer  against  delay  in  the  transporta- 
tion of  goods.  Its  duty  to  deliver  within  a  reasonable  time  being 
an  Implied  contract  Ingrafted  by  the  law  upon  the  common-law 
duty  of  a  carrier  to  carry  safely. — Ibid. 
Shipper  of  Tomatoes  Held  to  Have  Burden  of  Proof  as  to  Delay 

and   Failure  to  Ventilate  Car: 

In  shipper's  action  for  delay  In  a  shipment  of  tomatoes  and 
for  failure  to  ventilate  the  car  as  required  by  the  bill  of  lading, 
the  shipper  had  the  burden  of  proving  the  carrier's  breach  of 
Its  Implied  contract  to  deliver  within  a  reasonable  time,  and  of 
the  provision  of  bill  of  lading  providing  for  ventilation  of  the 
car— Ibid. 
Shipper  of  Tomatoes  Held  to  Have  Burden  of  Proving  Negligence 

Proximate  Cause  of  Decay: 

In  action  by  shipper  of  tomatoes  for  damage  caused  by  neg- 
ligent failure  to  ventilate  the  car,  the  shipper  had  the  burden 
of  proving  that  the  negligence  was  the  proximate  cause  of  the 
decay  of  the  tomatoes,  In  the  absence  of  a  provision  as  to  the 
kwden  of  proof  In  the  bill  of  lading.— Ibid. 
Burden  of  Proof  Governed  by  Bill  of  Lading  Introduced  in 

Evidence: 

Where  the  bill  of  lading  was  offered  In  evidence  and  made 
an  exhibit  in  the  case,  and  the  defendant  offered  evidence  In 
regard  to  the  Issuance  of  the  waybill,  a  bill  of  lading  governed 
as  to  the  burden  of  proof,  though  the  plaintiff  did  not  base  Its 
cause  of  action  on  the  bill  of  lading  exclusively,  or  make  It  a 
part  of  the  complaint,  and  though  defendant  did  not  refer  to  it 
In  the  answer— Ibid. 
Interstate  Shipment*  Deemed  to  Have  Been  Made  Under  Uniform 

Bill  of  Lading: 

In   view  of  the  uniform   bill   of  lading  prescribed   by   the 
Interstate  Commerce  Commission,  all  interstate  shipments  are 
deemed  to  be  under  the  rights  and  liabilities  thereof. — Ibid. 
Carrier  Must  Plead  Stipulations  of  Bill  of  Lading   Relied  on  to 

Exempt   It  from   Liability: 

A  carrier  relying  on  stipulations  In  bill  of  lading  to  exempt 
it  from  a  common-law  liability  must  plead  stipulations. — Ibid. 
Bill  of  Lading  Obligating  Carrier  to  Perform  Specific  Acts  Does 

Not  Terminate  His  Common-law  Duty  to  Take  Other  Rea- 
sonable Precautions: 

The  fart  that  there  was  a  contractual  obligation  to  perform 
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some  specific  acts  as  to  ventilation  in  the  bill  of  lading  did  not 
relieve  carrier  from  the  common-law  duty  to  use  reasonable  care 
to  prevent  the  decay  of  perishable  goods. — Ibid. 
Shipper  Limited  to  Grounds  of  Negligence  Specifically  Alleged: 

Shipper  suing  carrier  for  damage  to  goods,  having  set  forth 
specific  grounds  of  negligence,  could  not  recover  on  the  grounds 
of  negligence  not  specified. — Ibid. 

Abstract  Charges  Without  Setting  of  Facts  to   Make  Them  Ap- 
plicable  Properly   Refused: 

Refusal  of  charges  constituting  mere  statements  of  law  in 
the  abstract,  without  any  setting  of  facts  to  make  them  applica- 
ble to  the  case,  held  proper.— Ibid. 
Refusal  of  Requested  Charges  Covered  by  the  Given  Charge  Not 

Error: 

Refusal  of  charges  sufficiently  covered  by  the  charge  given 
was  not  error. — Ibid. 
Stipulation    in    Bill    of   Lading    Limiting   Time   for    Filing   Claims 

Valid: 

(Supreme  Judicial  Court  of  Maine.)  A  stipulation  in  a  bill 
of  lading  for  an  interstate  shipment,  "As  conditions  precedent 
to  recovery  claims  must  be  made  in  writing  to  the  originating 
or  delivering  carrier  within  six  months  after  delivery  of  the 
propertty  *  *  *  or,  in  case  of  failure  to  make  delivery,  then 
within  six  months  *  *  *  after  a  reasonable  time  for  delivery 
has  elapsed,"  is  valid. — R.  P.  Hazzard  Co.  vs.  Maine  Cent.  R.  Co., 
116  A.  Rep.  258. 
Letter  to  Carrier  Held  Not  to  Constitute  "Claim  in  Writing" 

Required  Under  Bill  of  Lading: 

A  letter  to  carrier,  Referring  to  our  shipment  of  May  12  of 
14  cases  shoes  numbers  3683/84  and  8774/8785,  inclusive,  to 
the  B.  Co.,  care  of  F.  L.  M.  Co.  that  Mr.  L.  had  up  with  you 
yesterday  relative  to  there  being  two  cases  short,  numbers  8778 
and  8780.  We  trust  yo«  can  locate  the  same  at  once  with  wire 
tracer  as  suggested" — was  not  a  sufficient  claim,  under  a  stipu- 
lation in  the  bill  of  lading  of  an  interstate  shipment  providing 
that  claims  .in  writing  must  be  made  within  six  moths.— Ibid. 
What  Constitutes  "Reasonable  Time  for  Delivery"  Stated  as 

Affecting  Time  for  Making  Claim: 

"A  reasonable  time  for  delivery"  within  a  clause  in  a  bill 
of  lading  requiring  that  claims  be  made  in  writing  within  six 
months  after  a  reasonable  time  for  delivery  has  elapsed,  means 
the  time  required  conveniently  to  make  transportation  and  de- 
livery in  the  ordinary  course  of  business,  and  not  the  expiration 
of  such  a  period  as  would  indicate  a  strong  probability  that  the 
goods  would  never  in  fact  be  delivered. — Ibid. 
"Conversion"  Defined;  Negligence  in  Losing  Goods  Is  Not  Alone 

Sufficient  to  Constitute  Conversion: 

(Supreme  Court  of  Nebraska.)  Conversion  is  an  unauthor- 
ized act  of  dominion  or  ownership,  exercised  by  one  person  over 
the  personal  property  of  another.  Negligence  of  a  railway  com- 
pany, however,  extreme,  and  the  consequent  loss  of  goods,  in 
its  hands  for  transportation,  is  not  alone  sufficient  to  constitute 
conversion.  The  act  alleged  to  be  a  conversion  must  be  positive 
and  tortious.— Colley  vs.  Chicago  &  N.  W.  Ry.  Co.,  187  N.  W. 
Rep.  98. 
Where  Carrier  Refuses  to  Deliver  Goods  Except  on  Payment  of 

an    Illegal    Demand,    Detention    Thereof   Constitutes   Conver- 
sion: 

Where  a  railway  company  makes  a  positive  refusal  to  deliver 
goods  to  a  consignee,  entitled  to  their  possession,  except  upon 
a  condition  which  has  no  legal  foundation  and  which  does  not 
rest  upon  reasonable  grounds  or  contentions,  its  declared  refusal 
to  deliver  would  obviate  the  necessity  of  the  consignee  making 
any  express  and  formal  demand  for  the  goods,  and  such  wrongful 
detention  of  and  dominion  over  the  goods  by  the  railway  com- 
pany would  constitute  conversion. — Ibid. 
After  Carrier  Has  Converted  the  Goods  and  Consignee  Accepts  a 

Return  of  Them,  He   Is   Entitled  to  Damages  for  Their  De- 
preciation: 

Where,  after  such  conversion,  the  consignee  accepts  a  return 
of  the  goods,  but  they  are  returned  to  him  in  a  damaged  con- 
dition, he  is  entitled  to  recover  damages  to  cover  the  deprecia- 
tion in  their  value. — Ibid. 
Company  Suable  on  Cause  of  Action  Accruing  Prior  to  Federal 

Control: 

Where  the  cause  of  action  against  the  railway  company  ac- 
crued prior  to  the  time  that  the  United  States  government, 
through  its  Director-General,  took  control  of  the  railroad,  the 
fact  that  the  Director-General  took  control  and  received  posses- 
sion of  the  goods  which  had  been  converted  would  not  affect  the 
plaintiff's  right  of  action  in  conversion  against  the  railway  com- 
pany.— Ibid. 

Objection   That  Verdict    Exceeds  Value    in    Bill    of   Lading    May 
Not  Be  Considered  Where  Not  Pleaded: 

A  carrier's  objection  that  a  verdict  for  damage  to  goods  is 
excessive  because  exceeding  their  value  declared  in  the  bill  of 
lading  cannot  avail  upon  appeal  where  not  pleaded  or  in  any 
way  raised  by  the  pleadings. — Ibid. 
Evidence  Held  Insufficient  to  Support  Judgment  Against  Carrier 

for  Loss  of  Contents  of  Valise: 

(Supreme  Court,  Appellate  Term,  First  Department.)     In  an 


action  for  loss  of  contents  of  a  valise,  evidence  held  insufficient 
to  support  a  judgment  for  plaintiff.— Silverman  vs.  New  York 
Transfer  Co.,  192  N.  Y.  S.  799. 

BILLS  OF   LADING 

Indorsement  of  Bill  of  Lading  Intended  to  Pass  Title  Has  That 
Effect: 

(Supreme  Court  of  Washington.)  The  effect  to  be  given  an 
indorsement  of  a  bill  of  lading  depends  on  the  intetnion  of  the 
parties,  and,  where  they  intend  title  to  the  goods  to  be  passed 
thereby,  that  will  be  the  effect  of  the  transaction.— Wickens  vs. 
Scheuer  et  al.,  204  P.  Rep.  780. 

Facts  Held  to  Show  Intent  to  Pass  Title  by  Indorsement  of  Bill 
of  Lading: 

A  letter  of  credit  issued  to  an  importer  which  required  the 
draft  against  it  to  be  attached  to  bill  of  lading  for  the  goods 
purchased,  indorsed  to  the  bank  issuing  the  letter  and  required 
the  documents  of  title  to  be  forwarded  to  the  bank  and  the  goods 
to  be  insured  for  its  protection,  shows  the  intention  of  the  par- 
ties by  the  indorsement  of  the  bill  of  lading  to  vest  the  title  to 
the  goods  in  the  bank  as  soon  as  the  bills  of  lading  were  deliv- 
ered and  the  money  advanced  in  accordance  with  the  letter  of 
credit. — Ibid. 

Ignorance  of  Sale  by  Agent  of  Indorser  of  Bill  of  Lading  to  Bank 
as  Security  for  Advances   Does  Not  Prevent   His  Acting  as 
Agent  of  Bank,  as  Respects  Question  of  Title  in  Bank: 
Where  an  importer  of  goods   had   transferred  title   thereto 
by  indorsing  the  bill  of  lading  with  that  intent  to  a  bank  which 
advanced  the  money  for  the  purchase  price,  and  the  bank  di- 
rected the  delivery  of  the  goods  to  an  agent  for  the  importer, 
who  received  and  disposed  of  them  without  knowing  of  the  sale 
to  the  bank,  the  fact  that  the  agent  was  in  ignorance  of  the  sale 
did  not  prevent  his  conduct  in  the  transaction  from  being  that 
of  an  agent  for  the  bank,  and  did  not  change  the  legal  status 
as  to  title  as  respects  creditors  of  the  importer. — Ibid. 
Surrender  of  Goods  to  Agent  of  Buyer  Held  Not  to  Defeat  Trans- 
fer of  Title  by  Indorsement  of  bill  of  lading: 
A  transfer  of  title  by  indorsement  of  bills  of  lading  covering 
sea   and   land   transportation   is   not  defeated   as   between   the 
parties  by  delivery  of  the  goods  to  an  agent  designated  by  the 
buyer  at  the  termination  of  the  sea  voyage. — Ibid. 
Indorsement  of  Bill  of  Lading  to  Bank  Advancing  Purchase  Price 
Held   Not  Invalid  as  to  Creditors: 

A  transfer  of  title  of  goods  by  an  importer  by  indorsing  bill 
of  lading  to  a  bank  advancing  the  purchase  price  is  not  invalid 
as  against  the  creditors  of  the  importer  because  of  the  importer's 
right  to  obtain  the  goods  by  paying  the  purchase  price,  where 
the  importer  had  never  been  in  possession  of  the  goods. — Ibid. 
Non-Resident  Seller's  Right  to  Obtain  Goods  on  Paying  Draft 
on  Price  Held  by  Bank  Is  Not  Attachable: 
The  right  of  an  importer  of  goods  who  had  parted  with  title 
thereto  to  regain  them  on  paying  the  draft  for  the  purchase  price 
is  not  such  an  interest  in  property  as  would  be  the  subject  of 
attachment,  and  the  attachment  of  such  right  does  not  give  the 
court  jurisdiction  over  the  importer,  who  was  a  non-resident. — 
Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn, 

Copyright  by  West  Publishing  Co.) 


Rate-making   Is   Intended  to  Secure   Rates  Just  and    Reasonable 

as  to  All: 

(Supreme  Court  of  Washington.)  Rate-making  for  carriers 
is  not  a  scientific  process,  but  is  intended  to  secure  rates  which 
shall  be  as  nearly  as  possible  just  and  reasonable  to  all  parties 
concerned,  and  to  provide  that  all  persons  shipping  similar  prod- 
ucts under  similar  circumstances  for  like  distances  should  be 
treated  alike  as  nearly  as  possible,  and  should  not  be  discrim- 
inated against. — Public  Service  Commission  of  Washington  et 
al.  vs.  State  ex  rel.,  Great  'Northern  Ry.  Co.,  204  P.  Rep.  791. 
Rates  Need  Not  Be  Exactly  the  Same  for  All  Shippers: 

The  Public  Service  statute  does  not  contemplate  that  the 
charge  by  a  carrier  for  a  particular  service  shall  always  be 
exactly  the  same  to  all  shippers,  which  would  be  impossible  of 
accomplishment,  so  that  the  commission  cannot,  in  establishing 
rates,  consider  all  the  services  performed  by  individual  shippers 
which  enable  the  carriers  to  transport  the  product  more  cheaply. 
—Ibid. 


Services   by  Shipper  Held 
Services  So  as  Not  to 
The  services  rendered 
of  its  goods  all  loaded  and 
cial  facilities  for  unloading 
to  work  at  night,  so  that 
cars,  are  compensated  for 


Compensated  by  Improved  Shipping 
Entitle  It  to  Cheaper  Rates: 
by  a  shipper  in  providing  trainloads 
ready  to  move,  and  in  providing  spe- 
trains  at  destination,  including  crews 
there  was  no  loss  in  the  use  of  the 
by  the  improved  services  the  shipper 
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obtains,  and  do  not  entitle  it  to  cheaper  rates  for  the  transporta- 
tion.—Ibid. 
Rate*  Cannot   Be   Made  for  Trainload  Shipment*: 

In  establishing  rates  for  carriers,  the  commission  cannot 
consider  the  fact  that  a  shipper  ships  in  tralnload  lots,  tending  to 
make  the  cost  of  transportation  less,  since  allowing  lower  rates 
upon  a  condition  which  only  a  few  shippers  could  meet  would  be 
an  injustice  to  others. — Ibid. 
Only  Service*  by  Shipper*  of  Material  Consequence  Entitled  to  a 

Reduced  Rate: 

Services  rendered  by  a  shipper  which  reduced  the  cost  of 
transportation  are  not  in  all  cases  to  be  disregarded  in  fixing  the 
rate  charged  by  the  carrier,  but  that  should  be  considered  only 
when  they  are  of  such  importance  that  they  at  once  distinguish 
such  shippers  from  others,  and  are  individual  acts  of  material 
consequence,  and  not  numerous  acts  each  of  small  significance. 
—Ibid. 
Court*  Should  Be  Slow  to  Interfere  with  Discretion: 

The  Public  Service  Commission,  now  the  Department  of  Pub- 
lic Works,  is  invested  by  the  statute  with  broad  powers,  and  the 
court  should  be  slow  to  Interfere  with  its  discretion. — Ibid. 
Similar   Rate    by   Other  Carrier*  for   Like  Shipment   Doe*   Not 

Alone    Justify    Rate: 

The  fact  that  the  average  logging  rate  of  other  railroads  for 
transportation  of  logs  for  a  similar  distance  is  the  same  as  that 
fixed  by  the  commission  in  the  particular  case  does  not  alone 
Justify  the  rate  fixed,  since  the  commission,  in  comparing  the 
rates,  should  consider,  not  only  the  distance  of  the  haul,  but  the 
amount  of  competition  and  the  investment  in  the  particular 
roadbed  and  equipment,  and  other  like  circumstances,  and  the 
average  rate  for  hauling  logs  Is  especially  unfitted  as  a  basis. 
In  Tlew  of  the  commission's  finding  that  the  logging  rates  of  the 
•tate  as  a  whole  were  Inequitably  constructed,  and  In  many 
cases  were  neither  fair  nor  just,  and  Its  statement  that  it  was 
Investigating  all  of  such  rates  with  a  view  of  establishing  a 
fair  and  equitable  tariff.— Ibid. 
Statute  Construed  to  Avoid  Doubtful  Constitutional  Question*.  If 

PoMible: 

Where  a  statute  Is  susceptible  of  two  constructions,  by  one 
of  which  grave  and  doubtful  constitutional  questions  arise,  and 
by  the  other  of  which  such  questions  are  avoided,  the  latter  con- 
struction should  be  adopted.— State  of  Texas  vs.  Eastern  Texas 
R.  Co.  et  at.  State  of  Texas  et  al.  vs.  United  States  et  al..  42  Sup. 
Ct  281. 
Amendment  to  Interstate  Commerce  Act  Read  In  Connection 

with  Whole  Act,  as  Respect*  Incidental  Regulation  of  Intra- 

•tate  Commerce: 

Transportation  Act,  1920.  Sec.  402.  which  amended  Inter- 
state Commerce  Act.  Sec.  1.  by  adding  new  paragraphs  thereto, 
must  be  read  In  connection  with  It  and  with  the  other  amend- 
ments of  it,  which  show  an  Intention  to  regulate  Interstate  and 
foreign  commerce,  and  to  affect  Intrastate  commerce  only  as  in- 
cidental to  such  regulation,  so  that  the  broad  language  of  the 
added  paragraphs  will  not  be  considered  to  depart  from  »wh 
purpose,  unless  they  so  plainly  declared. — Ibid. 
Interstate  Commerce  Commission  Cannot  Authorize  Discontinu- 
ance of  Intrastate  Service  Which  Cannot  Affect  Interstate 

Commerce: 

Transportation  Act.  1920.  Sec.  402.  pars.  18  to  20.  which  were 
added  as  amendments  to  Interstate  Commerce  Act,  Sec.  1,  and 
which  authorised  the  Interstate  Commerce  Commission  to  per- 
mit railroads  to  abandon  the  operation  of  their  lines,  do  not 
authorise  the  Commission  to  permit  a  railroad  which  owned  only 
one  line,  situated  wholly  within  a  single  state,  to  abandon  It* 
line  so  far  as  Intrastate  commerce  was  concerned.— Ibid. 


SALE  OF  EQUIPMENT  CERTIFICATES.. 

Director-General  Davis  has  announced  additional  sales  *4 
par.  plus  accrued  interest,  of  railroad  Equipment  Trust  Certifi- 
cates maturing  January  15,  1923.  to  January  15.  1935.  Inclusive, 
now  held  by  the  government  to  Dillon.  Read  4k  Co..  New  York, 
Grand  Trunk  Western  Railway  Company.  $1.790.100;  Schlbener. 
Boennlng  ft  Co..  Philadelphia.  Pa..  $456.300;  Riddle  Ic.  Henry. 
Philadelphia.  Pa..  Western  Maryland  Railway  Company.  $494,000. 

The  sales  comprise  approximately  two-thirds  of  all  the  ma- 
turities of  these  equipment  trust  Issues.  The  balance  of  one- 
third  of  all  maturities  will  be  stamped  as  subordinated.  In  accord- 
ance with  the  agreement  as  amended  under  the  plan  recently 
announced. 

The  total  amount  of  equipment  trust  certificates  sold  by  the 
government  to  date  at  par,  plus  accrued  Interest,  Is  $251.950.700. 


TOLEDO    TERMINAL    BONDS 

The  Commission  has  authorized  thr>  Toledo  Terminal  Rail- 
road Company  to  procure  authentication  and  delivery  to  the 
applicant's  treasurer  of  not  to  exceed  $400,000  of  first  mortgage 
4ft  per  cent  gold  bonds  in  respect  of  additions  and  betterments 
heretofore  made  and  to  be  made  In  1922  and  1923.  The  bonds 
are  to  be  held  by  the  compHny  until  the  further  order  of  the 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

Digest*  taken  from  Reporters  and    Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul.  Minn. 
Copyright  by  West  Publishing  Co.) 


Court*  Cannot  Question  Requisition  of  Foreign  Vessel  by  Its  Gov- 
ernment in  Foreign  Port: 

(Circuit  Court  of  Appeals,  Fourth  Circuit.)  The  sanction  of 
a  foreign  government,  evidenced  by  its  use  of  a  vessel  of  its 
nationality  requisitioned  in  a  foreign  port,  is  conclusive  in  the 
courts  of  this  country  as  to  the  legality  of  the  notice  of  requisi- 
tion and  the  right  of  the  government  to  take  over  the  vessel. — 
The  Isle  of  Mull,  Isles  Steamshipping  Co.,  Limited,  vs.  Cans 
Steamship  Line  et  al.,  278  F.  Rep.  131. 

Ha*  Jurisdiction  to  Adjust  Equities   Between   Owner  and  Char- 
terer of  Requisitioned  Vessel: 

A  court  of  admiralty  has  jurisdiction  to  determine  whether 
the  charterer  of  a  foreign  vessel,  which  was  requisitioned  by  Us 
own  government  during  the  term  of  the  charter,  has  an  equit- 
able right  against  the  owner  to  the  portion  of  the  amount  paid 
by  the  government  for  the  use  of  the  vessel  which  exceeded  the 
amount  due  under  the  charter,  on  the  theory  that  the  owner  had 
been  unjustly  enriched  to  that  extent. — Ibid. 
Owper  Not  Liable  for  Surplus  Hire  Under  Requisition  Which 
Frustrates  Charter: 

If  the  charter  of  a  vessel  is  frustrated  by  the  requisition  of 
the  vessel  by  Its  government  during  the  term  of  the  charter,  the 
charterer  Is  not  entitled  under  the  British  law  to  recover  from 
the  owner  the  difference  between  the  amount  paid  the  owner  by 
the  government  for  the  use  of  the  vessl  and  the  charter  price, 
any  more  than  the  charterer  would  be  liable  to  pay  the  owner 
the  difference.  If  the  payments  under  the  charter  exceeded  those 
from  the  government. — Ibid. 

Government  Requisition,  Probably  Extending  Beyond  Term,  Frus- 
trates Charter: 

The  requisition  of  a  chartered  vessel  by  its  government 
frustrates  the  charter,  If  the  requisition  is  for  a  definite  period 
extending  beyond  the  term  of  the  charter,  or  if  it  Is  indefinite, 
but  the  circumstances  indicate  it  will  probably  extend  beyond 
the  term  of  the  charter,  though  a  requisition  for  a  period  less 
than  the  term  of  the  charter  merely  suspends  the  charter  during 
the  period  of  the  requisition.— Ibid. 

Requisition   of   Vessel    by    British    Government   In    1915   Held  to 
Frustrate  Charter  Expiring  in  1918: 

Where  a  British  vessel,  under  charter  to  an  American  cor- 
poration which  would  expire  In  1918.  was  requisitioned  by  the 
British  government  in  1915,  at  a  time  when  it  was  obvious  the 
war  would  continue  until  the  military  exhaustion  of  one  side,  and 
that  Great  Britain  would  need  to  mobilize  her  entire  shipping  to 
meet  the  losses  occasioned  by  submarines,  the  circumstances 
indicated  that  the  use  of  the  vessel  would  probably  continue, 
as  It  did,  until  after  the  term  of  the  charter  expired,  so  that 
the  charter  was  frustrated  and  the  charterer  cannot  recover 
from  the  owner  the  amount  received  from  the  British  government 
In  excess  of  the  charter  hire. — Ibid. 
Limited  Liability  Statute  to  Be  Liberally  Construed: 

(District  Court,  W.  D.,  Washington,  N.  D.)  The  limited 
liability  statute  (Rev.  St.  Sec.  4283-4285  (Comp.  St.  Sec.  8021- 
8023)  was  enacted  for  the  benefit  of  the  shipping  interest,  and 
should  be  construed  In  a  spirit  of  fairness,  with  a  view  of  giving 
the  shipowner  the  full  benefit  of  the  Immunities  intended.— 
Petition  of  Canadian  Pac.  Ry.  Co.,  The  Princess  Sophia,  278  F. 
Rep.  180. 
Insurance  Not  Part  of  Owner'*  Interest  in  Vessels 

Under  Rev.  St.  Sec.  4283  (Comp.  St.  Sec.  8021),  providing  that 
in  certain  cases  a  shipowner  shall  not  be  liable  beyond  the  value 
of  his  Interest  In  the  vessel  and  her  pending  freight,  insurance 
collected  by  him  for  loss  of  the  vessel  when  the  event  occurred 
for  which  he  seeks  limitation  of  liability,  is  not  a  part  of  his 
Interest  In  the  vessel,  and  Is  not  required  to  be  surrendered 
under  section  4285  (Comp.  St.  Sec.  8023).— Ibid. 
Owner  of  Foreign  Ship  May  Limit  Liability: 

The  owner  of  a  foreign  vessel  may  limit  his  liability,  under 
Rev.  St.  Sec.  4283-4285  (Comp.  81  Sec.  8021-8023).— Ibid. 
"Privity  or  Knowledge"  of  Shipowner: 

"Privity  or  knowledge,"  as  used  In  Rev.  St.  Sec.  4283  (Comp. 
St.  Sec.  8021),  imports  actual  knowledge  of  the  things  causing  or 
contributing  to  the  loss,  or  knowledge  or  means  of  knowledge 
of  a  condition  of  things  likely  to  produce  or  contribute  to  the 
loss  without  adopting  proper  means  to  prevent  it. — Ibid. 
Owner  Appointing  Competent  Agents  Not  Liable  for  Their  Negli- 
gence or  Default,  "Privity  or  Knowledge": 
Where  the  owner  In  good  faith  appoints  a  competent  agent  to 
equip,  man  or  maintain  a  vessel  or  her  machinery,  any  acta  of 
omission  or  commission  of  the  agent,  not  participated  In  per- 
sonally by  the  owner,  do  not  constitute  "privity  or  knowledge," 
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within  the  meaning  of  the  limitation  of  liability  statute  (Rec.  St. 
Sec.  4283  (Comp.  St  Sec.  8021)).— Ibid. 

Privity  or  Knowledge  of  Corporation  Must  Be  That  of  lt«  Man- 
aging Officers: 

The  privity  or  knowledge  of  a  corporation  shipowner,  which 
will  preclude  its  limitation  of  liability  under  Rev.  St.  Sec.  4283- 
4285  (Comp.  St.  Sec.  8021-8023)  must  be  that  of  the  managing 
officers  of  the  corporation. — Ibid. 

Certificates  of   Inspection    Held   Conclusive   Evidence   of   Proper 
Equipment: 

An  unexpired  certificate  of  inspection  by  Canadian  authori- 
ties, held  by  a  Canadian  steamship  at  the  time  of  her  sinking,  and 
a  United  States  certificate  issued  pursuant  to  Rev.  St.  Sec.  4400, 
as  amended  (Comp.  St.  Sec.  8152),  held  to  establish  that  she 
\v;is  properly  equipped. — Ibid. 

Statute  Prescribing  Qualifications  Held  Not  to  Apply  to  Foreign 
Vessels: 

The  provision  of  Seamen's  Act,  March  4,  1915,  Sec.  13  (Comp. 
St.  Sec.  8363a),  that  no  vessel  of  100  tons  gross  and  upward, 
except  those  navigating  rivers  exclusively  and  the  smaller  in- 
land lakes,  and  except  as  provided  in  section  1  of  this  act  (sec- 
tion 8306),  shall  be  permitted  to  depart  from  any  port  of  the 
United  States  unless  she  has  on  board  a  crew  having  certain 
stated  qualifications,  held  not  to  apply  to  foreign  vessels.— Ibid. 
Foreign  Vessels  Subject  to  Regulatory  Statute: 

The  proviso  to  Rev.  St.  Sec.  4488,  added  by  amendment  by 
Seamen's  Act,  March  4,  1915,  Sec.  14  (Comp.  St.  Sec.  8258),  "that 
foreign  vessels,  leaving  ports  of  the  United  States,  shall  comply 
with  the  rules  herein  prescribed  as  to  life-saving  appliances, 
their  equipment  and  the  manning  of  same,"  applies  only  to  such 
foreign  vessels  as  are  subject  to  the  operation  of  the  original 
section,  as  defined  in  Rev.  St.  Sec.  4400  (Comp.  St.  Sec.  8152). 
Jones  Act  Not  Retroactive; 

Seamen's  Act,  March  4,  1915,  c.  153,  Sec.  20  (Comp.  St.  Sec. 
8337a),  as  amended  by  Jones  Act,  June  5,  1920,  Sec.  33,  enlarg- 
ing the  right  of  action  for  injury  or  death  of  seamen,  is  not 
retroactive,  and  does  not- apply  to  causes  of  action  accruing 
prior  to  its  enactment. — Ibid. 

Liability  for  Injury  to  Passengers  or  Their  Effects  From  Viola- 
tion of  Statute  Cannot  Be  Limited: 

Rev.  St.  4493  (Comp.  St.  Sec.  8269),  providing  that  vessels 
and  owners  shall  be  liable  to  passengers  or  their  effects  caused 
by  failure  to  comply  with  statutory  requirements  to  the  full  ex- 
tent of  the  injury,  is  supplementary  to  section  4283  (Comp.  St. 
Sec.  8021),  which  declares  the  basic  law  of  liability,  and  liability 
for  damage  coming  within  the  provisions  of  section  4493  cannot 
be  limited  either  by  owners  or  domestic  vessels  or  of  foreign 
vessels  invoking  limitation  of  liability  under  section  4283.— Ibid. 

On    Rehearing 

Violation  of  Navigation  Rules  Does  Not  Subject  Owner  to  Un- 
limited Liability  for  Damage  to  Passengers: 
Failure  to  comply  with  International  Navigation  Rules 
(Comp.  St.  Sec.  7834  et  seq.)  does  not  subject  the  shipowner  to 
unlimited  liability  for  damage  to  passengers  or  their  effects, 
under  Rev.  St.  Sec.  4493  (Comp.  St.  Sec.  8269),  which  deprives 
such  owner  of  the  right  to  limit  liability  for  such  damage  only 
when  "it  happens  through  any  neglect  or  failure  to  comply  with 
the  provisions  of  this  title,"  of  which  the  navigation  rules  are 
not  a  part. — Ibid. 
Neglect  of  Watchman  Not  With  Privity  of  Owners 

While  neglect  of  a  shipowner  to  provide  watchman,  as  re- 
quired by  Rev.  St.  Sec.  4477  (Comp.  St.  Sec.  8247),  would  render 
such  owner  liable  under  section  4493  (Comp.  St.  Sec.  8269)  for 
injuries  to  passengers  or  their  effects  which  happen  through  such 
neglect,  the  neglect  of  a  watchman  provided  to  perform  his  duty 
is  without  privity  of  the  owner. — Ibid. 
"Coastwise  Steam  Vessel"  Defined: 

"Coastwise  seagoing  steam  vessels,"  required  by  Rev.  St. 
Sec.  4401  (Comp.  St.  Sec.  8153),  to  have  a  licensed  pilot,  are 
vessels  engaged  in  the  domestic  trade  or  plying  between  port 
and  port  in  the  same  country,  as  distinguished  from  those  en- 
gaged in  foreign  trade,  and  the  provision  does  not  apply  to  for- 
eign ships. — Ibid. 
Vessel  Held  Not  Liable  for  Freezing  of  Lemon  Cargo: 

(District  Court,  E.  D.,  New  York.)  A  steamship  held  not 
liable  for  damage  to  a  cargo  of  lemons  by  freezing,  where  a  part 
was  shipped  on  a  bill  of  lading  expressly  excepting  damage  by 
frost  and  the  remainder  on  a  bill  excepting  perils  of  the  sea 
and  loss  or  damage  occasioned  by  causes  beyond  the  carrier's 
control,  and  by  reason  of  exceptionally  stormy  weather  the  ship 
was  driven  from  her  course,  her  rudder  broken,  and  she  was 
compelled  to  make  the  port  of  Halifax  for  repairs,  where  the 
freezing  occurred  without  any  negligence  on  her  part. — The 
Angelo  Toso,  278  F.  Rep.  212. 

OKLAHOMA  NORTHERN  CONSTRUCTION 
The  Oklahoma  Northern  Railroad  Company  has  applied  to 
the  Commission  for  authority  to  construct  a  railroad,  from 
Vinita,  Okla.,  to  Coffeyville,  Kan.,  a  distance  of  42  miles.  The 
applicant  says  the  proposed  line  will  tap  a  rich  agricultural  and 
coal  region. 


EMERGENCY  COAL  RATES 

The  Traffic   World  Washington  Bureau 

The  Commission  has  given  special  sixth  section  permission 
to  the  Chesapeake  &  Ohio  and  the  Norfolk  &  Western,  to  pub- 
lish rates  from  mines  in  West  Virginia  and  Kentucky  to  steel  pro- 
during  points  around  Pittsburgh,  on  the  basis  of  30  cents  per  ton 
higher  than  the  rates  to  Pittsburgh  proper.  They  are  to  be  pub- 
lished on  five  days'  notice  and  to  remain  in  effect  six  months 
from  their  operative  date. 

This  provision  for  carrying  coals  to  New  Castle  Is  in  the 
nature  of  a  precaution  against  any  pinching  of  industries  in  the 
Pittsburgh  district  by  the  strike  in  the  mines  in  that  part  of  the 
country.  It  was  not  certain  at  the  time  the  two  railroads  were 
authorized  to  publish  the  rates  there  would  be  any  movement 
thereunder. 

The  destinations  to  which  the  rates  are  to  apply  are  Home- 
stead, Ranking,  Clairton,  South  Duquesne,  Munhall  and  Bessemer. 
From  New  River  mines  on  the  Chesapeake  &  Ohio  the  rate  to 
Pittsburgh  is  f3.18.  From  the  Logan,  Kanawha,  and  northeast- 
ern Kentucky  mines  to  Pittsburgh  the  rate  is  $3.08.  Adding 
30  cents  a  ton  to  each  gives  rates  of  $3.48  from  New  River  and 
$3.38  from  Logan. 

The  rates  from  mines  on  the  Norfolk  &  Western  to  the 
same  destinations  from  corresponding  points  of  origin  on  the 
Norfolk  &  Western  rails,  will  be  the  same.  The  coal  that  may 
move  on  these  rates  in  the  event  the  strike  creates  a  scarcity  in 
the  Pittsburgh  district,  will  have  to  move  in  a  roundabout  way, 
much  of  it  through  Columbus,  O.,  and  then  eastward  over  the 
lines  serving  the  Pittsburgh  district. 

At  the  beginning  of  the  week  ended  April  22  the  reports  to  the 
National  Coal  Association  and  other  agencies  in  Washington 
receiving  reports  as  to  the  effect  of  the  strike,  showed  more  than 
30,000  cars  of  coal  on  mine  sidings  awaiting  billing.  That  is  to 
say  more  than  1,500,000  tons  of  coal  were  ready  for  delivery  to 
customers  who  had  not  appeared.  Most  of  the  cars  were  in  the 
West  Virginia  and  Kentucky  fields,  from  which  these  emergency 
rates  will  apply. 

RATES  ON  FROZEN  EGGS 

Hearing  in  No.  13079,  H.  J.  Keith  Co.  and  the  John  Layton 
Co.,  Inc.,  vs.  Director-General,  was  begun  before  Examiner  P.  F. 
Gault,  in  Chicago,  April  28.  The  case  involved  the  rates  on 
frozen  and  dried  eggs  and  egg  products,  imported  from  China, 
and  shipped  from  Seattle,  San  Francisco  and  other  Pacific  ports 
to  various  points  throughout  the  United  States,  during  the  period 
of  federal  control.  Over  $100,000  in  reparation  and  the  waiving 
of  $100,000  in  undercharges  are  asked  by  the  complainants. 

According  to  the  complaint,  drawn  by  Luther  M.  Walter, 
the  egg  jobbers,  both  located  in  Boston,  paid  the  full  com- 
modity shell-egg  rate  of  $2.50  after  June  25,  1918,  at  which  time 
General  Order  28  resulted  in  the  cancellation  of  an  import  com- 
modity rate  on  Chinese  eggs  of  $1.50.  Subsequently,  according 
to  H.  J.  Keith,  president  of  the  Keith  company,  the  shell-egg 
rate  was  reduced  to  $2.  It  was  not  until  February,  1921,  he  said, 
that  the  Director-General  presented  bills  for  undercharges  to 
the  basis  of  the  class  rates  on  egg  albumen  in  metal  cans, 
third  class;  dried  eggs,  second  class;  and  liquid  egg  yolks  in 
barrels,  first  class.  These  rates  were  $3.69,  $3.06%  and  $4.25, 
respectively. 

In  addition  to  disclaiming  the  justness  of  the  undercharge 
bills,  the  complainants  contended  that  the  rates  as  charged 
were  unreasonable  to  the  extent  that  they  exceeded  $1.50.  That 
accounted  for  the  claim  for  $100,000  in  reparation.  Early  in  the 
hearing,  however,  it  developed,  during  cross-examination  of  Mr. 
Keith  by  John  F.  Finerty,  assistant  general  counsel  for  the 
Director-General,  that  the  witness's  company  had  acted  merely 
as  broker  and  that  the  freight  charges  as  borne  were  passed 
back  to  the  importer  at  the  Pacific  port.  This  limited  the  issues 
to  the  assessment  or  waiving  of  the  undercharges. 


C.  &  W.   I.  LOAN   DENIED 

The  Commission  has  denied  an  application  of  the  Chicago 
&  Western  Indiana  for  a  loan  of  $2,000,000,  for  additions  and 
betterments  to  way  and  structures.  The  request  for  the  loan 
was  made  in  an  application  for  a  loan  of  $18,000,000.  The  Com- 
mission, on  August  14,  1920,  authorized  a  loan  of  $8,000,000 
and  deferred  consideration  of  the  request  for  $2,000,000  for 
additions  and  betterments.  The  Commission  asked  for  addi- 
tional information  in  October,  1921,  but  the  carrier  did  not 
supplement  the  original  application,  the  Commission  said. 


D.  &  H.  BONDS 

The  Delaware  &  Hudson  has  been  authorized  by  the  Com- 
mission to  issue  $7,500,000  of  15-year  5%  per  cent  gold  bonds  and 
to  sell  them  at  not  less  than  95  per  cent  of  par  and  accrued 
interest,  for  the  purpose  of  discharging  and  refunding  existing 
obligations,  and  reimbursing  its  treasury  for  expenditures  for 
additions  and  betterments,  and  investment  in  affiliated  com- 
panies. Kuhn,  Loeb  &  Co.  and  the  First  National  Bank  of  New 
York  City  will  buy  the  bonds. 


April  29. 
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The  Consolidated  Freight  Classification — Ninth  Lesson  in  the  Course  Written  for  the  Traffic  World 

by  G rover  G.  Huebner,  Ph.  D.,  Professor  of  Transportation  and  Commerce, 

University  of  Pennsylvania — (Copyrighted) 


The  origin  of  tbe  Consolidated  Freight  Classification,  the 
operations  of  the  classifications  committees,  the  terms  or  num- 
ber of  classes  in  which  class  ratings  are  assigned,  and  the 
factors  considered  in  classifying  traffic  were  described  In  the 
preceding  lesson.  The  purpose  of  Lessons  No.  9  and  No.  10  is 
more  specifically  to  define  the  application  of  the  Consolidated 
Freight  Classification  and  to  analyze  the  more  important  ship- 
ping rules  and  regulations  contained  in  it. 

The  boundaries  of  Official  Classification  territory  are  offi- 
cially stated  to  be  as  follows: 

Beginning  at  Atlantic  Ocean,  via  the  International  boundary  line 
of  fulled  States  and  Canada,  thence  to  and  through  the  St.  Lawrence 
River,  Lake  Ontario.  Lake  Erie.  Detroit  River.  Lake  St.  Clalr.  .St. 
Clalr  River.  Lake  Huron.  Straits  of  Macklnac.  east  and  south  banks 
of  Lake  Michigan  to  and  Including  Chicago.  III.:  thence  on  and  south 
of  the  A.  T.  *  8.  F.  R.  R.  to  and  Including  Peorla:  thence  via  the 
east  bank  of  the  Illinois  River  to  Its  Junction  with  tbe  Mississippi 
River:  thence  via  the  east  bank  of  the  Mississippi  River,  but  Including 
xiuis.  Mo.,  to  It*  Junction  with  the  Ohio  River:  thence  via  the 
north  bank  of  the  Ohio  River  to  North  Kenova,  Ohio:  thence  on  and 
via  the  Norfolk  *  Western  Ry.  through  Koanoke.  Lynchburg  and 
Petersburg.  Va..  to  and  Including  Norfolk.  Va. ;  thence  via  the 
Atlantic  Ocean  to  point  of  beginning. 

South  of  a  line  drawn  from  but  not  Including  Norfolk.  Va..  via 
Norfolk  *  Western  Ry..  through  Petersburg.  Lynchburg  and  Roanokr. 
Va..  to  Ohio  River:  thence  on  and  south  of  the  south  bank  of  Ohio 
River  to  the  Mississippi  River:  thence  on  and  east  of  the  east  bank 
of  Mississippi  River  to  the  Gulf  of  Mexico. 

The  boundaries  of  the  Western  Classification  territory  ar<-: 

Beginning  at  Bault  8te.  Marie.  Mich.,  south  of  International 
boundary  line  to  Pacific  Ocean,  east  of  Pacific  Ocean  to  boundary  line 
of  Mexico  and  L'nlted  States:  north  of  boundary  line  of  Mexico  and 
the  fnited  State*  and  the  Gulf  of  Mexico:  on  and  west  of  the  west 
bank  of  Mississippi  River  to  a  point  Just  opposite  the  mouth  of  the 
Illinois  River;  thence  via  the  west  bank  of  the  Illinois  River  to 
Peorla.  III. :  thence  on  and  via  the  A.  T.  *  S.  F.  R.  R.  to  and  Includ- 
ing Chicago.  III.:  thence  via  the  west  bank  of  Lake  Michigan:  thence 
through  Straits  of  Macklnac  and  Lake  Huron  to  point  of  beginning. 

Ejj^r^erritoria^pplication 

While  these  three  boundaries  indicate  tbe  general  applica- 
tion of  the  three  major  classifications.  lt_ 
Itlpn  is  at 
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traffic  from   New   Orleans,  Greenville.  Vlckaburg.   Natchez  and 
a  number  of  related  points  near  the  Gulf  of  Mexico,  to  the  ter- 
ritories of  the  Canadian.  New  England,  Trunk  Line  and  Central 
Freight  Association  east  of  the  Illinois  state  line  is  governed 
by    the    Official    Classification.    Similarly,    traffic    from    Central 
Freight  Association  territory  east  of  the  Illinois  state  line,  and 
from  Cairo,  Memphis,  Chicago,  Milwaukee.  Peorla.  Springfield. 
St.  Louis  and  St.  Paul  rate  groups  to  Gulfport.  Memphis.  Mobile. 
New  Orleans,  Pensacola  and  Vlcksburg  rate  groups  are  governed 
by  the  Southern  Classification.    The  Western  Classification  ap- 
plies on  traffic  originating   In   Alabama.  Georgia,   Florida,   Mis- 
sissippi. North  Carolina,  Tennessee  and  Virginia,  when  moving 
from   the   Ohio   River   crossings    (Brookport.   Cairo,   Cincinnati. 
Evansvllle,  Jeffenonvllle,  Louisville,  New  Albany  and  Thebes) 
to  Duluth.   Minneapolis,  St.   Paul  or  Wtnona.   Minn.     Inasmuch 
ag  tariff  always  indicates  Its  governing  classification  on  the  title 
p«(e,  the  territorial  application  of  a  classification  is  of  much 
less  Importance  to  the  rate  reader  than  to  the  rate  maker. 
i          A  detailed  statement  of  extra-territorial  application  of  each 
I  classification  may  be  found  In  the  appendix  to  the  official  map 
I        freight  classification  territories  and  traffic  association.    The 
I  complete    statement    of    extra-territorial    applications    embodies 
I  twenty  printed  pages. 

Billing  Rules 

Rule  1  of  Consolidated  Freight  Classification  No.  2  provldeK 
that  property  offered  for  transportation  under  the  Official  and 
Western  classifications,  If  not  subject  to  the  terms  of  the  uniform 
bill  of  lading  or  the  carrier's  export  bill  of  lading,  and  under 
the  Southern  Classification.  If  not  subject  to  the  carrier's  bill 
of  lading,  shall  be  carried  at  rates  10  per  cent  higher  than  If 
carried  subject  to  these  terms  and  that  the  minimum  Increase 
shall  in  any  case  be  at  least  one  cent  per  100  pounds. 

Rule  2  cites  the  penalties  Imposed  In  section  10  of  the  Inter- 
state commerce  art  for  false  billing  by  carriers,  their  officers 
or  agents  and  for  false  representation  by  shippers.  It  also  pro- 
vides that  agents  shall  inspect  the  contents  of  packages  or  cars 
when  they  believe  It  necessary,  and  that  when  property  Is  found 
to  have  been  Incorrectly  described,  corrections  shall  be  made 


and  freight  charges  must  be  collected  according  to  proper  de- 
scription. Shippers  are  advised  that  billing  descriptions  should 
conform  to  classification  descriptions  and  that  shipping  orders 
and  bills  of  lading  for  less-than-carload  shipments  must  specify 
the  number  of  articles,  bundles,  packages  or  pieces. 

Additional  billing  instructions  are  contained  in  rule  No.  7, 
which  provides  that  "the  name  of  only  one  shipper,  one  con- 
signee and  one  destination  shall  appear  on  a  chipping  order 
or  bill  of  lading,"  subject,  however,  to  the  proviso  that  the 
shipping  order  or  bill  of  lading  may  specify  the  name  of  a 
party  at  the  same  destination  to  be  notified  of  the  arrival  of 
the  shipment.  The  Issuing  of  a  bill  of  lading  for  a  shipment 
destined  to  one  point  with  the  consignee's  address  or  instruc- 
tions to  notify  the  consignee  or  other  party  at  another  point  is 
permitted  only  in  case  the  shipment  is  consigned  to  a  river 
landing  or  other  point  inaccessible  to  carrier's  deliveries;  or,  in 
case  the  consignee  or  party  to  be  notified  is  located  at  a  prepay 
station,  on  a  free  delivery  route  or  in  the  interior,  making  it 
necessary  to  bill  the  shipment  to  an  open  station  designated 
by  the  shipper;  or  when  the  destination  station  and  the  con- 
signee's post  office  address  adjacent  to  the  station  are  differently 
named.  In  case  of  an  order  bill  of  lading,  the  name  of  the 
party  to  whose  order  the  shipment  is  consigned  must  be  plainly 
shown  after  the  words  "to  order." 

Carrier's   Refusal  to  Accept   Freight 

Rules  3  and  4  permit  the  carriers  to  refuse  acceptance  of 
various  kinds  of  freight.  The  former  provides  that  property  of 
extraordinary  value,  such  as  bank  bills,  coin  or  currency,  deeds, 
drafts,  notes  or  valuable  papers,  jewelry,  postage  stamps  or 
packages  with  postage  alamos  affixed,  precious  metals  or  articles 
manufactured  therefrom,  precious  stones  or  revenue  stamps,  -will 
not  be  accepted  for  shipment,  nor  as  premiums  accompanying 
other  articles.  The  latter  provides  that  the  ratings  In  the 
Consolidated  Freight  Classification  do  not  obligate  the  carriers 
to  receive  freight  liable  to  Impregnate  or  otherwise  damage 
equipment  or  other  freight.  Such  freight  may  be  accepted  and 
receipted  for  "subject  to  delay  for  suitable  equipment,"  or  may, 
for  lack  of  suitable  equipment,  be  refused. 

Packing   Specifications 

Rules  No.  5,  No.  40  and  No.  41  govern  the  packing  of  freight 
offered  for  transportation.  Their  principal  purpose  is  to  protect 
the  railroad  companies  from  losses  which  would  occur  if  they 
accepted  for  freight  transportation  articles  Inclosed  in  contain 
era  not  sufficiently  strong  to  protect  properly  the  weight  put 
upon  them. 

Detailed  specifications  are  given  in  rules  No.  40  and  41.  Tho 
specifications  vary  with  the  character  and  weight  of  the  ship- 
ment. For  example,  rule  41  contains  the  following  specifications 
for  fiber-board  and  pulpboard  boxes  without  frame: 

Section  I.  (a).  Flbreboard  or  pulpboard  used  In  making  flbreboard 
or  pulpboard  boxes,  without  frames,  must  be  three-ply  or  more,  all 
piles  firmly  glued  together,  the  outer  ply  waterproofed  and  no  single 
ply  lei*  than  .018  of  an  Inch  In  thickness:  except  that  the  board  form- 
Ing  the  Innermost  slide  of  a  triple  slide  box  need  not  be  waterproofed 
nor  comply  with  Mullen  test  requirements:  and 

(b).    When  the  combined  board  Is  not  less  than  .060  of  an  Inch  In 


thickness,  having  a  resistance  of  not  less  than  17ft  pounds  to  the 
square  Inch.  Mullen  test,  and  the  outside  dimensions  of  the  box.  length, 
width  and  depth  added,  do  not  exceed  60  Inches,  the  (cross  weight  of 


the  box  and  Its  contents  must  not  exceed  40  pounds;  or 

(c).  When  the  combined  board  Is  not  less  than  .080  of  an  Inch 
In  thlckne**,  having  a  resistance  of  not  leas  than  200  pounds  to  the 
square  Inch.  Mullen  test,  and  the  outside  dimensions  of  the  box. 
length,  width  and  depth  added,  do  not  exceed  (5  Inches,  the  gross 
weight  of  the  box  and  Its  contents  must  not  exceed  65  pounds:  or 

(d).  When  the  combined  board  la  not  less  than  .100  of  an  Inch  In 
thlrkness,  having  a  resistance  of  not  less  than  275  pounds  to  tli< 
square  Inch.  Mullen  test,  and  the  outside  dimensions  of  the  box. 
length,  width  and  depth  added,  do  not  exceed  70  Inches,  the  gross 
weight  of  the  box  and  Its  contents  must  not  exceed  90  pounds. 

An  important  feature  of  the  rules  governing  flberboard  con- 
tainers is  that  the  containers  must  bear  a  printed  certificate 
of  the  manufacturer  showing  that  they  conform  with  tbe  classi- 
fication specifications,  and  when,  shipments  are  offered  for  trans- 
portation In  such  containers  the  shipper  Is  required  to  certify 
on  the  shipping  orders  and  bills  of  lading  that  the  containers 
conform  to  the  specifications  indicated  In  the  boxmaker's  cer- 
tificate and  In  the  classification.  Since  the  freight  charges  are 
subject  to  a  20  per  rent  Increase  should  any  of  these  require- 
ments be  violated,  It  Is  Incumbent  upon  the  shipper  to  observe 
them  closely. 

In  case  articles  arc  not  packed  as  the  classification  requires, 
thr  following  regulations  apply:  (1)  When  the  specifications  In 
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rule  41  for  flberboard,  pulpboard,  or  double-faced  corrugated 
strawboard  containers  are  not  complied  with,  freight  charges 
"shall  be  increased  20  per  cent  with  a  minimum  increase  of  2 
cents  per  100  pounds."  (2)  When  the  specifications  in  rule  40  for 
boxes  made  of  iron  or  steel  or  wood,  wooden  crates,  pails,  firkins, 
kits  and  tubs,  barrels,  casks,  drums,  hogsheads,  kegs,  tierces, 
packeted  metal  cans,  glass  carboys  and  bags  are  not  complied 
with,  the  rating  on  the  article  in  the  package  that  does  not  com- 
ply shall  be  one  class  higher  than  if  packed  in  a  package  that 
does  comply.  (3)  This  rule  also  applies  when  an  article  is 
shipped  in  the  kind  of  container  specified  in  the  separate  descrip- 
tion of  the  article  in  the  classification  but  one  which  does  not 
comply  with  the  regulation  as  in  construction,  material,  closing, 
packing  or  sealing  of  the  container.  (4)  When  articles  are 
shipped  in  containers  of  a  kind  not  authorized  for  such  articles, 
their  ratings  are  increased  by  the  varying  amounts  stated  fully  in 
rule  5,  section  3  (c).  (5)  When  freight  is  in  containers  that  are 
not  of  sufficient  strength  and  security  "to  afford  reasonable  and 
proper  protection,"  it  will  not  be  accepted  by  the  carrier.  (6) 
Freight  not  packed  in  containers  need  not  be  accepted  "when 
inclosure  in  a  container  is  reasonably  necessary  for  the  pro- 
tection and  safe  transportation  of  the  article."  (7)  Articles  of 
a  kind  that  are  easily  broken  must  be  "protected  by  packing 
material  within  the  container  to  prevent  breakage." 

Marking  Packages 

Rule  6  contains  instructions  for  marking  packages  of  freight 
delivered  for  transportation  at  less  than  carload  or  any-quantity 
ratings.  Each  package  must  be  "plainly,  legibly  and  durably" 
marked,  showing  the  name  of  only  one  consignee,  and  of  only 
one  station,  town  or  city  and  state  to  which  destined.  When 
consigned  to  a  place  of  which  there  are  two  or  more  of  the 
same  name  in  the  same  *  state,  the  name  of  the  county  must 
also  be  shown.  When  a  package  is  consigned  "to  order"  it 
must  also  bear  an  identifying  symbol  or  number,  which  must 
be  shown  on  the  shipping  order  and  bill  of  lading.  When  con- 
signed for  "export"  the  name  and  address  of  the  broker  or 
agent  at  point  of  export  must  be  shown.  All  marks  are  to  be 
carefully  compared  with  the  shipping  order  or  bill  of  lading,  and 
necessary  corrections  made  by  the  shipper  and  all  old  marks 
must  be  removed  or  effaced.  A  shipment  which  fully  occupies 
the  capacity  of  a  single  car,  or  which  weighs  24,000  pounds  or 
more,  when  shipped  from  one  station,  in  one  car,  in  one  day,  by 
one  shipper  to  a  single  consignee  at  one  destination  need  not 
be  marked. 

Advances,    Prepayments   and   Guarantees 

Rule  No.  8  provides  that  charges  will  not  be  advanced  to 
shippers,  owners,  consignees  or  their  agents,  nor  to  draymen  or 
warehousemen  for  shippers,  owners,  consignees  or  their  agents. 
Rule  No.  9  requires  the  prepayment  or  guarantee  of  all  charges 
on  shipments  which  in  the  judgment  of  the  freight  agent  at 
point  of  shipment  would  not  at  forced  sale  realize  the  charges 
due  at  destination.  "Freight  on  which  prepayment  is  required 
may,  on  approval  of  the  general  freight  department  of  the 
carrier  with  which  the  freight  originates,  be  forwarded  on  the 
guaranty  of  the  shipper  that  all  charges  will  be  paid  at  des- 
tination," and  full  explanation  of  such  guaranty  is  to  be  made 
on  the  carrier's  waybills. 

Classification  rules  governing  carload  mixtures,  minimum 
carload  weights  and  other  important  shipping  practices  will  be 
included  in  Lesson  No.  10. 


Personal  Notes 


The  following  appointments  have  been  announced  by  the 
Norfolk  &  Western:  W.  R.  Jones,  traveling  freight  agent,  Chi- 
cago; E.  R.  Ellenberger,  soliciting  freight  agent,  Chicago;  W.  T. 
Kidd,  commercial  agent,  Kansas  City;  A.  Drahos,  commercial 
agent,  Denver,  Colo. 

S.  E.  Jones,  for  25  years  traffic  manager  for  the  Deere  in- 
terests at  St.  Louis,  has  been  appointed  general  agent  for  the 
Louisiana  &  Arkansas  Railway  at  St.  Louis. 

Charles  A.  Calkin,  general  agent  for  the  Portland,  Me., 
Terminal  Company,  and  a  member  of  the  Association  of  Railroad 
and  Steamship  Agents  of  Boston,  died  at  his  home  in  Portland, 
April  16. 

J.  D.  Youman  has  been  appointed  general  agent  for  the 
Louisiana  &  Arkansas  Railway  at  New  Orleans. 

The  United  American  Lines;  managing  agents  for  the  Amer- 
ican-Hawaiian Steamship  Company,  have  anounced  the  appoint- 
ment of  Charles  A.  Tucek  as  commercial  freight  agent,  at  Cleve- 
land. 

E.  H.  Bogardus,  traffic  manager  for  the  Traffic  Bureau,  Little 
Falls,  N.  Y.,  has  been  appointed  traffic  manager  and  commis- 
sioner for  the  New  York  State  Retail  Hardware  Association, 
Inc.,  at  Little  Falls. 

V.   Schaffenburg,  traffic  manager  for  the  Myles  Salt  Com- 


pany, has  also  been  appointed  traffic  manager  for  the  Maginnis 
Cotton  Mills,  at  New  Orleans. 

W.  H.  McCloud,  formerly  director  of  traffic  for  the  J.  N. 
Willys  Export  Corp.,  has  been  appointed  manager  of  the  office 
which  the  Black  Diamond  Lines  will  open  in  Detroit,  May  1. 

H.  D.  Guy  is  appointed  commercial  agent  of  the  Norfolk  & 
Western  Railway  Company  at  Roanoke,  Va. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  spring  tournament  of  the  National  Freight  Traffic  Golf 
Association  will  be  held  at  the  East  Lake  course  of  the  Atlanta 
Athletic  Club,  Atlanta,  Ga.,  May  3,  4  and  5.  A  number  of  prizes 
will  be  awarded  and  a  large  attendance  is  expected. 


Lewis  Pilcher,  secretary  of  the  freight  claim  division  of  the 
American  Railway  Association,  spoke  on  "Freight  Claim  Pre- 
vention," at  the  meeting  of  the  San  Antonio  Traffic  Club,  at  the 
Gunter  Hotel,  April  17.  F.  E.  Winburn  and  Joe  Marshall,  special 
representatives  of  the  division,  also  spoke. 

The  new  club  rooms  of  the  Transportation  Club  of  Louis- 
ville, located  at  630  S.  Fourth  Street,  were  formally  opened  with 
a  luncheon,  April  25,  at  which  H.  N.  Lukins,  attorney,  was  the 
speaker. 


The  annual  entertainment  and  ladies'  night  of  the  Traffic 
Club  of  New  York  will  be  held  in  the  grand  ballroom,  Waldorf- 
Astoria  Hotel,  May  2.  Members  of  the  club  have  been  rehears- 
ing under  a  theatrical  director  for  months,  and  an  interesting 
entertainment  is  expected.  Dancing  will  follow  the  theatricals. 


A  two-day  outing  will  be  given  by  the  Transportation  Club 
of  Tulsa,  Oklahoma,  May  11  and  12.  The  first  day  will  be  spent 
at  Yonkipin  Club,  where  a  program  of  sports  and  amusements 
has  been  arranged.  The  second  day  will  be  spent  in  inspecting 
the  terminals  and  freight  facilities  of  Tulsa. 


The  advance  notice  for  the  first  meeting  of  the  National  As- 
sociation of  Traffic  Clubs,  which  is  to  take  place  at  the  Hotel 
La  Salle,  Chicago,  May  15,  16,  and  17,  contains  a  list  of  31  clubs 
that  have  already  expressed  intention  of  sending  delegates.  It 
is  expected  that  at  least  10  more  will  be  added  to  the  list  before 
the  day  of  the  meeting.  The  Traffic  Club  of  Jersey  City  has 
appointed  the  following  delegates:  Warren  Gordon,  president;  J. 
A.  McNulty,  second  vice-president;  Isaac  Kemp  and  John  E.  De 
Shazo,  members  of  the  board  of  governors.  The  Traffic  Club 
of  Denver  has  appointed  the  following  delegates:  F.  W.  Myers, 
president,  and  T.  B.  Choate,  director. 


The  Traffic  Club  of  Chicago  will  give  a  May  party  and  dinner 
dance,  at  the  Hotel  La  Salle,  May  2. 

The  Marion,  Ohio,  Traffic  Club  elected  the  following  officers 
at  its  annual  meeting  April  13:  President,  D.  R.  Biggert,  traffic 
manager,  Marion  National  Mill;  vice-president,  M.  B.  Lindsey, 
traffic  manager,  Ohio  Locomotive  Crane  Co.;  secretary,  W.  R. 
Aukland,  assistant  traffic  manager,  Marion  Steam  Shovel  Co.; 
treasurer,  S.  D.  Ross,  traffic  manager,  Huber  Manufacturing  Co. 
A  docket  committee  was  appointed  and  a  year  of  instructive 
meetings  is  promised. 


Standing  committees,  with  the  following  chairmen,  have 
been  appointed  by  P.  Croxton,  chairman  of  the  Shippers'  Con- 
ference of  Greater  New  York:  Rate  construction  and  tariffs,  Rol- 
lins White,  F.  W.  Woolworth  Co.;  freight  claims,  W.  H.  Connell. 
traffic  bureau,  Merchants  Association;  classification,  Geo.  W. 
Shannon,  Otis  Elevator  Co.;  export  and  import,  Wm.  Heyman, 
Consolidated  Steel  Corp.;  express  and  parcel  post  and  baggage, 
Geo.  C.  Lucas,  American  Tobacco  Company;  bill  of  lading  and 
insurance,  John  G.  Ross,  Nestles  Food  Company;  freight  term- 
inal and  trucking,  E.  J.  Tarof,  Brunswick-Balke-Collender  Co.; 
car  demurrage  and  storage,  W.  S.  Phippin,  National  Wholesale 
Lumber  Association;  speakers,  C.  L.  Hilleary,  F.  W.  Woolworth 
Company;  membership,  J.  A.  Hoffman,  Motor  Haulage  Company; 
reception,  F.  B.  Fitz  Gerald,  N.  Y.  Belting  &  Packing  Company; 
Highway  Transportation,  W,  J.  L.  Banham,  Otis  Elevator  Com- 
pany; publicity,  Geo.  F.  Hichborn,  U.  S.  Rubber  Company. 


The  April  dinner  of  the  Traffic  Club  of  Kansas  City,  April 
24,  was  a  lively  affair  attended  by  about  200  members  and  guests. 
The  formal  speakers  of  the  evening  were  George  A.  Blair,  gen- 
eral traffic  manager  of  Wilson  &  Co.,  Chicago,  and  Henry  A. 
Palmer,  editor  The  Traffic  World.  Mr.  Blair's  subject  was,  "Ob- 
servations, Past  and  Present."  Mr.  Palmer  spoke  on  the  present 
important  phases  of  the  railway  problem.  Other  informal 
speakers  were:  J.  P.  Haynes,  of  Sioux  City,  recently  appointed 
traffic  director  of  the  Chicago  Chamber  Association  of  Commerce; 
L.  D.  McMaster,  secretary  of  the  Galveston  Commercial  Asso- 
ciation; E.  L.  Carr,  general  freight  agent  of  the  C.  and  A.,  and 
Dewitt  Foster,  of  the  industrial  department  of  the  Canadian 
National  Railways. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


MONEY  FOR  RIVERS  AND  HARBORS 

Kdltor  The  Traffic  World: 

Anent  your  remarks  evoked  by  my  letter  of  April  8  (see 
page  825.  The  Traffic  World.  April  15.  1922)  you  fail  to  grasp 
the  point  made  by  me  that,  regardless  of  whether  the  items 
left  in  the  annual  rivers  and  harbors  bill  were  there  as  a  re- 
sult of  a  trade  or  by  any  other  method,  the  fact  remains  that 
they  were  improvements  with  merit  back  of  them,  for  they 
had  been  first  approved  by  the  army  engineers. 

Where  there  has  to  be  a  curtailment  in  the  annual  appro- 
priation bill  and  therefore,  some  improvements,  although  recom- 
mended by  the  engineer*,  are  left  out,  this  does  not  mean  tnat 
the  admitted  items  are  of  that  class  referred  to  by  you  as 
"pork." 

You  say  yon  have  said  nothing  about  the  army  engineers 
and  that  your  remarks  refer  to  Congress.  Don't  you  see  that, 
It  all  the  rivers  and  harbors  projects  are  first  approved  by  the 
engineers,  and  you  later  denounce  some  of  them  as  "pork," 
you  are  really  Indicting  the  engineers  more  than  you  are  the 
congressmen,  who  voted  on  the  bill,  for  the  engineers  are 
charged  especially  by  law  not  to  approve  those  items  which 
are  not  practical  or  feasible? 

R.  A.  Hlscano,  General  Manager, 
CaUkill  Evening  Line,   Inc. 

New   York,   April  26,   1922. 

All    (hi*  argument   I*  decide  the   mark.     We  don't   know   whether 
mnv  of  the  it  i- in  a  In  thr   rivt-r*  and  harbor*  bill  are   Improper  or  not 
and   we   have  said  all   the   time   that   we  did   not   kn<>»        u 
offered  to   make  a  (mall   wa«er   that   the   member*  of  ConirreM   who 


wUhed  the  full  amount  of  the  proposed  appropriation  restored,  after 
the    Bureau  of  the    Budic-t    had    recommended   a    reduction,    wei 
Buenced    by    "pork   barrel  ' 


••t   had    recommended   •   reduction,    were   In- 
oomlderatkHU  and    knew   little   about    the 


•  of  the  project*  on  which  It  wa*  proposed  to  *pend  the  money 
In  other  word*.  It  may  be  admitted  that  nil  the  project*  for  expen- 
diture were  legitimate,  but  we  are  Mill  off.  rln«  our  opinion  that  the 
cona-reMmen  knew  little  about  them,  but  nvn-ly  wnnit-.i  Ih.-  money 
fpent  In  th»-lr  .JUtrt. ••  Th.-  Traffic  \\ 

PAYMENT  OF  CLAIMS  BY  R.  R.  A. 

Editor  The  Traffic  World: 

I  have  read  with  great  Interest  the  article  published  on  page 
M*  of  The  Traffic  WorM.  dated  April  22.  written  by  Mr.  Frank 

Mrdner.  secretary.  New  York  Board  of  Trade,  concerning  the 
bill  of  lading  provision  for  bringing  of  suits  for  loss  and  damage 
within  two  years  and  one  day  from  date  of  delivery. 

Mr.  Gardner  makes  the  statement  that  the  t".  8.  Railroad 
Administration  Ignored  the  two  year  and  one  day  provision  In 
adjusting  meritorious  claims  to  shipments  moving  prior  to  fed- 
eral control  until  they  were  forced  to  recognise  It  by  the  rail- 
roads refusing  to  reimburse  them  for  claims  paid  for  which  suit 
had  not  been  Instituted. 

I  believe  that  a  list  of  the  railroads  serving  such  notice  on 
the  Railroad  Administration  should  be  published. 

11    i-    William*.  Traffic  Manager. 

Chicago.  April  25.  1922. 


SOME  PRO-LABOR  THOUGHTS 

Editor  The  Traffic  World: 

I  disagree  with  a  statement  In  the  April  8  Issue  of  The 
Traffic  World,  page  758.  in  which  It  Is  made  to  appear  that  the 
number  of  railway  employes  to  be  laid  off  because  of  the  coal 
strike  would  be  negligible,  as  the  coal  traffic  has  never  been 
more  than  an  Incident  In  the  railways'  business. 

The  coal  traffic  Is  far  from  being  an  Incident.  It  Is  almost 
one-half  of  the  total  tonnage  of  the  railways.  Coal  moves  In 
far  larger  quantities  than  any  other  single  commodity  and  to 
say  that  the  reduction  of  this  traffic  to  almost  nothing  would 
not  affect  the  railways  to  any  great  extent  Is  a  mistake. 

In  the  April  15  Issue  you  state  that  the  question  before  the 
tabor  board  Is  not  whether  the  wages  of  the  men  are  too  low 
to  permit  them  to  live  as  they  ought  to  live,  but  Is  whether 
'heir  pay  Is  comparable  with  the  wages  of  men  In  similar  em- 
ployment in  other  Industrie*. 

The  transportation  act  plainly  states  (sec.  307,  paragraph  D) 
that  the  Labor  Board  must  take  into  consideration,  among  other 
relevant  circumstance*,  the  relation  between  wages  and  the  cost 
of  living.  The  labor  leaders  are.  therefore,  not  losing  sight 
of  the  Issue  when  they  show  that  wages  are  too  low  now  to 
permit  the  men  to  live. 


"Live"  is  a  misnomer;   "exist"  would  suit  the  case  better. 

How  would  you  like  to  raise  a  family  on  $78  a  month,  such 
as  a  laborer's  wife  testified  before  the  wage  board  recently,  that 
she  and  her  husband  were  trying  to  do?  And  yet  you  are  in 
favor  of  cutting  that  man's  pay! 

To  what  class  of  workmen  do  you  refer,  when  you  sar- 
castically term  them,  "what  is  called  labor?"  The  "what  is 
called  labor"  on  the  railways  are  today  earning  their  pay,  be- 
lieve me.  If  a  single  individual  is  not  earning  a  fair  day's  wage. 
Is  there  anything  to  prevent  the  railroad  from  firing  him  and 
employing  one  who  will  earn  it? 

Has  it  ever  occurred  to  you  that  perhaps  there  are  shippers 
In  favor  of  paying  a  decent  wage  to  railway  employes — shippers 
who  believe  that  a  reduction  in  the  present  scale  of  wages  will 
not  bring  about  a  reduction  in  freight  rates  any  more  than  the 
last  wage  reduction  did? 

Even  If  rates  are  reduced  after  a  wage  slash,  what  shipper 
would  care  to  go  back  to  the  old  inefficient  help  and  the  shat- 
tered morale  that  starvation  wages  always  bring? 

Blue  Island,  III.,  April  21,  1922.  D.  G.  Grlmsley. 


PROMPT  PAYMENT  OF  CLAIMS 

Editor  The  Traffic  World: 

There  have  recently  appeared  In  The  Open  Forum  a  number 
of  letters  from  commercial  traffic  managers  commending  various 
freight  claim  agents  on  prompt  handling  of  overcharge  claims. 
It  is  my  view  that  your  policy  In  publishing  these  letters  is 
sound,  as  not  only  do  these  letters  enable  us  to  place  credit 
where  credit  Is  due,  but  they  appear  to  act  as  a  spur  to  the 
claim  departments  of  roads  that  have  not  reached  that  point  of 
efficiency  that  entitles  them  to  this  favorable  mention. 

In  the  articles  I  have  read,  one  specific  instance  of  unusual 
speed  Is  usually  mentioned,  but  I  think  most  commercial  traffic 
managers  will  agree  with  me  that  tfefe  most  popular  freight  claim 
agent  Is  the  one  on  whom  we  can  rely  for  prompt  and  depend- 
able service  year  in  and  year  out.  In  this  connection,  possibly 
>nur  readers  will  be  Interested  In  the  record  established  below 
by  Mr.  W.  S.  Harrison,  auditor  of  revenues.  Grand  Trunk  Rail- 
way System.  Montreal,  Que. 

During  the  year  1921,  we  received  at  our  mill  at  Thorold. 
Ont..  and  shipped  to  Chicago,  a  total  exceeding  twelve  thousand 
cars  via  the  Grand  Trunk.  Against  this  traffic  we  filed  with  Mr. 
Harrison  a  total  of  260  valid  overcharge  claims  involving  errors 
In  rate,  weight,  mlsrouting,  etc.,  and  In  practically  every  instance 
two  or  more  roads  were  involved.  Settlement  of  the  claims  was 
made  as  follows: 

Within  two  week*   US  claim* 

Within  three,  week* 96  claims 

Within  four  week* J4  claim* 

Within  five  week* 10  claim* 

In  the  case  of  four  claims  only,  responsibility  for  the  amount 
of  the  alleged  overcharge  was  not  clear  and  settlement  was  de- 
layed beyond  five  weeks  for  necessary  opinions  of  traffic  depart- 
ments of  the  several  roads  involved. 

0a%  Deduct  from  the  above  two  days  In  the  malls  for  the  claims 
to  reach  Montreal  and  a  further  two  days  for  the  check  to  reach 
Chicago  from  Montreal,  and  I  consider  that  Mr.  Harrison  has  set 
a  mark  for  efficiency  over  a  given  period  that  it  will  be  hard 
to  equal.  E.  M.  Antrim,  Traffic  Manager, 

The  Chicago  Tribune.  The  Ontario  Paper  Co.,  Ltd. 

Chicago.  April  25.  1922. 


USE  OF  OLD  BILLS  OF  LADING 

Editor  The  Traffic  World: 

From  the  numerous  articles  appearing  In  your  Open  Forum 
It  is  evident  that  large  shippers  throughout  the  country  are  put- 
ting forth  efforts  to  compel  the  railroads  to  accept  old  bllln  of 
lading  with  stamped  notation  after  July  1.  We  have  been  fol- 
lowing this  matter  with  the  Commission  and  the  uniform  bill  of 
lading  committee.  Th>-  Commission  states  that  although  It  pre- 
scribed the  terms  and  conditions  of  the  lawful  bill  of  lading.  It 
cannot  order  the  carriers  to  accept  a  bill  of  lading  with  stamped 
notation  or  a  bill  of  lading  without  conditions  printed  on  the 
back,  but  bearing  a  clause  on  the  face  subjecting  same  to  the 
terms  and  conditions  of  the  prescribed  form,  and  refers  us  to 
the  uniform  bill  of  lading  committee,  which  committee,  In  turn, 
quotes  the  Commission  announcement  and  states  that  as  tin1 
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Commission  prescribed  the  form  in  the  interest  of  the  shippers, 
it  is  up  to  the  shippers  to  issue  bills  of  lading  accordingly.  It 
has  entirely  overlooked  several  of  our  questions  or  assigning  any 
definite  legal  reason  why  the  carriers  are  authorized  to  refuse 
acceptance  of  bills  of  lading  without  printed  conditions  or  with 
stamped  notation. 

We  have  again  written  the  committee  asking  that  it  spe- 
cifically answer  several  questions  put  forth  by  us;  however,  it 
does  not  appear  that  we  will  meet  with  much  success  by  con- 
tinuing correspondence  with  the  bill  of  lading  committee.  We, 
therefore,  think  the  suggestion  put  forth  by  Mr.  A.  Scott  Dahl, 
traffic  manager  of  the  Winston,  Harper,  Fisher  Company,  at 
Minneapolis,  as  printed  in  your  Open  Forum  of  April  22,  is  a 
good  one,  and  we  will  write  a  letter  along  similar  lines  to  the 
general  freight  agents  of  railroads  in  this  territory.  It  is  our 
intention  at  this  time  to  continue  after  July  1  using  our  present 
form  of  bill  of  lading  as  a  memorandum  of  shipment,  and  if  the 
carriers  will  not  accept  these  bills  of  lading,  it  is  up  to  them 
to  issue  bills  of  lading  on  their  own  form  in  lieu  thereof. 

One  inconsistency  in  the  attitude  of  the  railroad  is  that  the 
express  companies  will  accept  shipments  covered  by  bills  of 
lading  issued  on  shipper's  own  form  without  any  printed  condi- 
tions on  the  back  thereof,  but  bearing  a  clause  on  the  face  of 
same  as  follows:  "Subject  to  the  conditions  and  terms  of  the 
uniform  express  receipt  prescribed  by  the  Interstate  Commerce 
Commission  and  in  effect  on  date  of  shipment."  The  express 
companies  are  governed  by  the  same  transportation  law  as  are 
the  railroads.  Why  can  they  take  a  sensible  attitude  with  their 
patrons  and  be  within  the  law,  if  the  railroads  cannot?  We 
have  asked  this  question  specifically,  and  both  the  Commission 
and  the  bill  of  lading  committee  have  overlooked  answering. 
We  may  state  that  we  are  incorporating  the  foregoing  question 
in  our  letter  to  the  general  freight  agents  of  the  lines  in  this 
territory.  The  I.  J.  Cooper  Rubber  Company, 

W.  J.  Schultz,  Traffic  Department. 

Cincinnati,  April  24,  1922. 


TRACER   SERVICE 

Editor  The  Traffic  World: 

In  your  issue  of  April  15,  page  825,  we  notice  a  letter  com- 
plaining of  tracer  service  given  by  the  New  York  Central,  signed 
by  Koehring  Company,  per  W.  C.  Sauer,  traffic  director,  Mil- 
waukee, Wis. 

We  have  been  doing  business  with  the  New  York  Central 
Railroad  ever  since  it  was  created  in  this  territory,  and  prior 
to  that  with  the  L.  S.  &  M.  S.  Ry.  Co.  and  have  never  had  the 
trouble  complained  of  by  Mr.  Sauer.  On  the  contrary,  the  offi- 
cials of  the  old  L.  S.  &  M.  S.  and  their  successors  on  the  New 
York  Central  have  always  given  us  good  tracer  service,  and  on 
numerous  occasions  have  gone  way  beyond  what  could  be  ex- 
pected of  them  in  tracing  shipments  for  us.  The  above,  to  the 
writer's  knowledge,  covers  a  period  of  just  about  27  years,  he 
having  been  handling  the  traffic  for  his  company  during  all  of 
that  time. 

As  the  present  letter  is  being  written,  the  New  York  Central 
officials  in  this  city  are  making  a  special  effort  to  hurry  to  the 
Dura  Mechanical  Hardware  Company,  another  company  that  the 
writer  represents,  a  car  of  steel,  although  this  car  has  not  been 
on  the  road  quite  long  enough  to  have  been  delivered. 

The  case,  or  cases,  complained  of  by  Mr.  Sauer  apparently 
are  exceptional.  Or  perhaps  Mr.  Sauer  does  not  go  after  the1 
New  York  Central  officials  in  the  correct  spirit. 

The  Milburn  Wagon  Co., 
Edward  D.  Ryan,  Traffic  Manager. 

Toledo,  O.,  April  22,  1922. 


COAL  AND  THE  RAILROADS 

Editor  The  TraflBc  World: 

Your  comment  on  the  existing  coal  strike  and  the  proposed 
nationalization  of  the  coal  mines,  your  issue  of  April  8,  is  un- 
usually informative.  At  this  writing  the  President  is  quoted  in 
the  public  press  as  stating  that  "The  coal  situation  is  gratify- 
ingly  dull."  It  is,  but,  "watchman,  what  of  the  night?" 

Not  since  1902  have  the  anthracite  and  bituminous  fields 
struck  at  the  same  time.  The  country  is  saturated  with  coal, 
there  is  but  limited  demand  for  the  coal  standing  in  cars  on 
tracks  in  the  union  fields,  and  idle  mines  are  not  a  rarity  in 
the  non-union  fields,  idle  for  want  of  orders.  The  complacency 
of  the  consumer  is  not  strange;  he  is  well  supplied  with  fuel 
and  he  further  believes  that  when  coal  is  needed,  production 
will  be  resumed.  Pro  bono  publico  looks  to  Uncle  Sam  to  take 
hold  when  the  time  comes;  the  mine  workers'  union  se.eks  his 
beneficent  ministrations;  but  what  will  the  harvest  be?  Will 
we  get  another  bituminous  coal  commission,  one  coal  operator, 
one  miner  and  one  publicist?  And  will  the  good-natured  pub- 
licst  "split  the  difference,"  only  to  have  the  mine  workers  renig 
when  the  ides  of  November  come  again?  The  writer  sees  a 
commission  in  the  cards,  but  fears  the  outcome. 

Mr.  Lewis,  president  of  the  United  Mine  Workers,  and  rep- 
resentatives of  the  producers  have  stated  their  respective  sides 


of  the  controversy  very  fully.  Mr.  Lewis,  in  his  presentations, 
continues,  like  a  whirling  dervish,  to  spin  around  the  refusal 
of  the  Penn-Ohio  operators  to  met  him,  prior  to  April  1,  for 
the  purpose  of  negotiating  a  new  contract.  He  forgets  that 
President  Harding  called  him  into  conference  on  October  8  last, 
together  with  the  Secretary  of  Labor  and  the  Secretary  of  Com- 
merce, to  take  the  necessary  steps  to  avoid  a  suspension  of 
work  on  March  31.  Mr.  Lewis  then  flouted  the  request  of  the 
President,  advising  that  he  could  and  would  not  meet  the  op- 
erators until  after  his  national  convention  to  be  held  February 
15,  at  which  time  his  constituents  went  on  record  as  demanding 
an  increase  in  wages  in  the  form  of  a  six-hour  day  for  five  days 
per  week.  This  was  the  meeting  that  should  have  been  held, 
and  which,  if  held,  might  have  saved  the  people  of  the  United 
States  the  expense  of  storing  40,000,000  tons  of  strike  coal.  All 
this  talk  of  the  failure  of  the  operators  to  meet  with  the  mine 
workers  is  but  the  veriest  camouflage;  what  Mr.  Lewis  and  the 
coal  operators  want  is  time;  and  with  the  large  stocks  of  coal 
on  hand  it  would  be  suicidal  to  try  to  inaugurate  a  wage  scale, 
such  as  the  industry  must  have,  without  giving  the  mine  work- 
ers an  opportunity  to  go  to  work.  And  that  period  is  yet  some 
weeks  remote. 

The  real  issue  lies  in  the  direction  of  convincing  the  officers 
of  this  very  militant  organization  that  they  are,  in  mining 
parlance,  at  the  entl  of  a  blind  entry.  The  only  way  out  is  that 
taken  by  the  farmers  two  years  ago,  the  coal  operators  and 
the  labor  employed  in  the  general  industries  eighteen  months 
ago,  and  that  the  railroad  employes  are  reluctantly  treading 
at  the  present  time.  I  refer  to  deflation.  Mr.  Lewis  pleads 
for  a  shortened  work  period  that  will  enable  the  excess  men 
now  in  the  industry  remaining  therein  without  working,  while 
the  consumers  of  coal,  including  all  other  laborers  of  whatever 
class  (together  with  the  railroad  employes,  of  which  class  an 
army  exceeding  in  size  the  total  number  of  men  paying  dues 
into  the  mine  workers'  union,  have  been  totally  divorced  from 
the  payroll  in  the  past  eighteen  months),  suffer,  disregarding 
the  fact  that  with  the  next  period  of  demand  or  coal  shortage, 
the  measure  of  development  will  again  quickly  forge  ahead  of 
the  thirty-hour-per-week  panacea  he  recommends. 

Mr.  Lewis  has  properly  urged  restriction  in  development 
of  new  mines;  every  governmental  bureau,  various  investigating 
committees — the  last  one  to  give  utterance  being  the  Russell 
Sage  Foundation — urging  the  same  thing.  This  procedure,  which, 
if  put  into  effect  with  proper  safeguards,  would  save  the  nation, 
through  the  resultant  reduction  in  mine  costs  and  the  existing 
waste  of  transportation  effort,  one-half  billion  dollars  annually. 
It  can  be  worked  out,  without  violence,  inside  of  three  years,  by 
the  simple  expedient  of  requiring  the  railroads  to  withhold 
entrance  to,  and  service  from,  each  and  every  coal  mine  after 
a  given  date,  until  granted  a  certificate  of  convenience  and 
necessity  by  the  Interstate  Commerce  Commission,  the  Com- 
mission to  grant  such  application  after  conferring  with  the  Sec- 
retary of  Commerce,  who  should,  by  special  enactment,  be  given 
authority  to  collect  all  necessary  data  relative  to  the  production, 
sale  and  distribution  of  coal  within  the  United  States,  together 
with  that  sold  for  export  and  bunkerage.  This  would  enable 
him  to  determine  when  the  demand,  as  shown  by  the  average 
number  of  days  worked  per  year,  indicated  evidence  of  the  fuel 
requirement  approaching  the  potential  capacity  of  the  mines 
in  a  given  district.  The  fact  that  the  railroads  receive  forty  per 
cent  of  the  freight  tonnage  originated  by  them  from  coal,  plus 
the  fact  that  without  transportation  a  coal  mine  is  substantially 
valueless,  amply  warrants  assuming  a  close  relationship  between 
these  two  very  important  industries. 

Reverting  to  the  settlement  that  must  be  made  when  coal 
is  required,  let  us  hope  that  whatever  power  arranges  it  will 
write  into  the  contract  such  measure  of  sanctity  as  will  prevent 
the  mine  workers  treating  it  as  a  "scrap  of  paper,"  as  was 
treated  the  contract  made  under  the  award  of  the  bituminous 
coal  commission  in  the  strike  of  July,  1920,  when  they  received 
on  August  16,  1920,  an  advance  of  $1.50  per  day  to  shift  men. 
The  real  issue  that  will  bring  about  the  forthcoming  settlement 
will  be  that  of  the  transportation  limitations  of  the  railroads, 
who,  while  capable  during  1921  of  giving  the  country  all  the 
service  it  required,  will  be  liable,  under  their  present  reduction 
in  car  ownership  and  high  per  cent  of  bad  order  cars,  to  fail 
to  furnish  the  excess  coal  transportation  required  to  fuel  the 
country. 

Is  it  not  high  time  to  do  something  permanently  remedial 
for  the  "sick  man"  of  the  west,  the  coal  industry?  To  insist 
on  the  mine  workers'  union  accepting  the  full  measure  of  re- 
sponsibility that  attaches  to  good  citizenship,  which  can  be  best 
accomplished  by  requiring  all  labor  organizations  to  incorporate, 
thereafter  complying  with  all  the  rules  and  regulations  that 
apply  to  corporate  or  partnership  holdings  of  capital  goods,  in- 
cluding the  payment  of  income  and  excess  profits  taxes?  No 
intelligent  man  will  deny  the  fact  that  "labor-capital"  is  quite 
as  important  to  our  social  and  economic  welfare  as  is  "capital 
goods,"  such  as  mines,  railroads,  factories,  etc.,  and  there  is 
opportunity  for  real  leadership  in  labor  union  lines  today.  This 
should  begin  with  the  work  of  transforming  a  semi-mob  with 
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caveman  instincts,  into  a  great  social  force  which  would  com- 
mand the  recognition  that  the  worth  and  dignity  of  honest  labor 
is  emitted  to.  a  reward  that  would  under  proper  conditions  be 
freely  given. 

Provision  for  the  finding  and  publication  of  all  the  facts 
surrounding  the  coal  industry,  collected  and  prepared  without 
qualifying  deductions  on  the  part  of  the  collector,  would  let 
much  light  in  on  what  is  now  a  rather  dark  subject.  The  op- 
erators have  in  the  past  opposed  the  compilation  of  this  Informa- 
tion by  the  Federal  Trade  Commission,  pleading  that  political 
and  partisan  uses  were  made  of  it.  Certainly  our  national  gov- 
ernment should  be  competent,  through  some  responsible  agency, 
to  get  all  the  facts  that  will  enable  the  public  to  judge  between 
these  two  continuously  conflicting  interests — the  operator  and 
the  mine  worker. 

Eugene  McAuliffe, 
Union  Colliery  Company 

St.  Louis.  Mo..  April  22.  1922. 


Questions  and  Answers 


LOAN  FOR  SEABOARD  AIR  LINE 

Tkt   Trtfe    World    H'ukingtc*   B*r,t» 

The  Commission,  acting  through  Division  4.  composed  of 
Meyer,  Daniels,  Eastman,  and  Potter,  has  authorised  a  loan  of 
$4.400,000  to  the  Seaboard-Bay  Line  Company,  the  funds  to  be 
used  In  the  acquisition  of  new  and  re-built  equipment  for  the 
Seaboard  Air  Line  to  cost  $4,589.892.  The  railroad  company  is 
to  buy  or  lease  the  equipment,  which  Is  to  consist  of  25  mikado 
and  mountain  type  locomotives,  estimated  to  cost  $1,000,000; 
1,250  80.000-pound  capacity  steel  underframe,  steel  end,  ven- 
tilated box  cars,  to  cost  $1.943.487;  300  50-ton  underframe  flat 
cars,  to  cost  $325.689;  200  50-ton  all-steel  phosphate  cars,  to  cost 
$290,719  and  3,000  re-built  freight  cars,  re-built  and  Improved 
one-third,  of  a  total  estimated  value  of  $1.030.000. 

Before  authorizing  the  loan  to  the  Seaboard-Bay  Line  Com- 
pany, the  Commission  approved  that  company,  organized  Feb- 
ruary 7.  1922,  as  "an  organization,  car-trust  or  other  agency" 
appropriate  In  the  public  Interest  through  which  loans  may  be 
made  within  the  meaning  of  section  210  of  the  transportation  act. 

The  operations  to  be  gone  through  before  the  Seaboard- 
Bay  Line  Company  provides  the  Seaboard  Air  Line  Railway 
Company  with  new  and  rebuilt  equipment  arc  complicated. 
Chief  among  the  facts  with  regard  to  then  are  that  the  Sea- 
board Is  to  sell  3.000  of  Its  bad-order  can  to  the  Chickasaw 
Shipbuilding  and  Car  Company,  which  Is  to  rebuild  them  and 
brace  their  end*  no  as  to  cut  down  the  cost  of  maintenance; 
and  that  among  the  assets  to  be  pledged  for  the  repayment  of 
the  loans  are  to  be  two  steamers  to  be  built  for  the  Baltimore 
Steam  Packet  Company.  When  the  Chickasaw  company  has 
rebuilt  the  3.000  freight  train  cars,  they  are  to  be  resold  to  the 
Seaboard,  which  is  to  Issue  car  trust  certificates  covering  such 
as  may  not  be  subject  to  prior  Hens. 

In  a  dissenting  opinion  Commissioner  Daniels  suggested 
the  Commission  was  showing  undue  partiality  for  the  Seaboard 
In  that  it  had  loaned  to  that  company,  from  the  revolving  fund. 
$8,698,400.  and  with  the  loan  authorized  In  this  report,  more 
than  $13.000.000.  He  objected  because  the  effect  of  the  cer- 
tificate would  be  to  give  to  the  Seaboard.  Indirectly,  what  he 
said  the  Commission  could  not  give  It  directly.  For  the  ac- 
complishment of  that,  he  pointed  out.  the  Seaboard-Bay  Line 
was  organized  and  designated  as  an  agency  to  receive  loans, 
notwithstanding  that  the  Commission  theretofore  had  approved 
the  National  Railway  Service  Corporation  as  such  agency.  He 
also  criticized  his  colleagues  because  they  were  making  a  loan 
to  the  Seaboard  when  It  proposed  to  furnish  only  $200.000 
toward  paying  for  the  new  equipment,  whereas  the  others  had 
been  required  to  put  up  from  40  to  50  per  cent  of  the  cost. 

The  Commission  has  authorized  the  Seaboard  Air  Line  Rail- 
way Co.  to  guarantee  obligations  of  the  Seaboard-Bay  LJne~Csw* 
In  the  amount  of  $4.400,000  In  promissory  notes  and  to  assume 
obligation  and  liability  In  respect  of  $4.589.000  of  equipment 
notes,  which  will  be  Issued  by  the  Seaboard-Bay  Line  Co.  The 
authorization*  will  permit  the  Seaboard  to  acquire  new  equip- 
ment and  rebuilt  equipment  at  a  total  cost  of  $6,989.892.50.  The 

mission  dismissed  the  part  of  the  application  relating  to  the 
Baltimore  Steam  Packet  Co.,  which  asked  permission  to  assume 
liability  In  connection  with  securities  to  be  Isssued  by  the  Sea- 
board-Bay Line  Co..  holding  that  the  steam  packet  company 
was  not  a  carrier  subject  to  the  Commission's  jurisdiction  for 
the  purpose  set  forth. 


FT.  W.  A  O  C.  EQUIPMENT  CERTIFICATES 
The  Fort  Worth  ft  Denver  City  Hallway  Co.  has  been  author- 
ized by  the  Commission  to  assume  obligation  and  liability  In 
respect  of  $750,000  of  6H  per  cent  certificates  to  be  Issued 
by  the  First  National  Bank  of  New  York  City,  under  an  equip- 
ment trust  agreement  dated  May  1.  1922,  and  to  be  sold  at  not 
leM  than  98.6104  per  cent  of  par  and  accrued  dividends  In 
connection  with  the  procurement  of  500  box  cars  and  100  refrig- 
erator ram.  The  certificates  will  be  sold  to  the  bank  named 
and  j  P  Morgan  ft  Co. 


In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question  -  by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  »e-"ice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 
_  Address  Questions  and  Answers  Department. 

.  Colorado  Building,  Washington.  D.  C. 


Application  of  Ex   Parte  74  Increases  to   Rates  from   Florida  to 
Interstate  Points — Jacksonville  Combination 

New  York. — Question :  Florida  East  Coast  Line  Tariff  I.  C.  C. 
446.  effective  Dec.  10,  1919,  carries  rates  on  fruit  and  vegetables 
to  New  York  City  which  are  based  upon  Jacksonville  and  South 
Jacksonville,  Fla.  Inasmuch  as  both  rates  up  to  Jacksonville 
and  beyond  are  published  In  the  same  tariff,  will  appreciate  your 
advising  if  that  portion  of  the  rate  up  to  Jacksonville  advanced 
on  August  26.  1920,  25  per  cent  or  33'/4  per  cent,  citing  authority 
for  your  advices. 

Answer:  In  "Increased  Rates,"  1920,  58  I.  C.  C.  220,  under 
"Conclusions  as  to  General  Increases,"  page  247,  the  Commission 
states  that,  "Joint  or  single-line  through  rates  between  points 
In  one  group  and  points  in  other  groups  should  be  increased 
33 H  per  cent." 

Item  2,  page  2.  supplement  2  to  F.  E.  C.,  I.  C.  C.  446,  pro- 
vides that  rates  between  Florida  points  on  the  one  hand  and 
points  In  the  state  of  New  York  on  the  other,  will  be  increased 
33H  per  cent.  It  will  be  noted  that  on  page  8,  a  basis  for  estab- 
lishing "joint  through  rates  Is  provided,  which  contemplates 
adding  the  factors  to  and  from  Jacksonville.  This  method  of 
publication  Is  the  equivalent,  to  all  Intents  and  purposes,  of 
publishing  the  rate  specifically  from  each  Florida  originating 
point  to  each  New  York  destination;  and  being  a  joint  through 
rate  from  Florida  (25  per  cent  territory)  to  New  York  (40  ]><T 
cent  territory),  the  rate  is  properly  subject  to  the  33%  per  cent 
increase.  Each  factor,  however,  must  be  increased  separately 
before  adding  together,  according  to  rule  at  bottom  of  page  2. 
supplement  2.  Rut  this  rule  is  subsidiary  to  Item  2.  Through 
rates  are  carried  from  all  Florid*  points  (where  proportional 
factors  are  published  to  Jacksonville),  and  to  New  York  City 
and  are  subject  to  the  33\4  per  cent  Increase  in  their  entirety. 
Establishment  of  Commodity  Rate  Removes  Application  of  Class 

Rate 

Wisconsin. — Question;  During  the  first  half  of  1920  we  had 
considerable  movement  of  our  products  from  a  point  In  Wis- 
consin to  Havana,  Cuba,  moving  via  New  Orleans,  La.,  In  carload 
lots. 

E.  B.  Boyd.  chairman.  Southern  Ports  Foreign  Freight  Com- 
mittee. In  his  tariff  1016.  I.  C.  C.  A-1051,  publishes  a  fifth  class 
rate  from  our  shipping  point  to  New  Orleans  of  47^4  cents  \«-i 
cwt.  Item  35  of  tariff  covers  alternative  application  of  com- 
modity and  class  rates.  This  tariff  does  not  carry  a  commodity 
rate  on  our  products.  At  top  of  page  7,  under  Index  of  commodl- 
Ity,  there  Is  a  clause  reading,  "this  tariff  does  not  contain  any 
commodity  rates,"  and  then  enumerates  a  number  of  commodi- 
ties on  which  rates  are  published  by  Individual  carriers,  or  by 
K.  B.  Boyd  as  their  agent.  Rate  Is  governed  by  Official  Classi- 
fication No.  44.  I.  C.  C.  OC  44.  There  Is  also  published  a  com- 
modity rate  of  «0%  cents  per  cwt.  In  K.  B.  Boyd's  Export  Freight 
Tariff  1019.  I.  C.  C.  A-1057.  This  tariff  on  title  page  reads,  "gov- 
erned by  rules  and  regulations  shown  therein."  There  Is  nothing 
published  In  this  Issue  indicating  that  tariff  Is  governed  by  rules 
and  regulations  of  any  classification. 

The  carriers  collected  prepay,  applying  the  fifth  class  rate. 
authorized  In  Boyd's  tariff  1016.  They  have  now  presented  un- 
dercharge freight  bills  on  basis  of  the  commodity  rate,  carried 
In  tariff  1019.  We  have  taken  the  stand  that  as  tariff  1019  IK  not 
governed  by  rules  and  regulations  of  any  classification  that  In 
this  Instance  the  application  of  the  class  rate  has  not  been 
removed,  and  that  we  are  wholly  within  our  rights  In  declining 
to  pay  the  alleged  undercharges.  We  understand  that  we  can- 
not apply  rules  and  regulations  carried  In  Consolidated  Freight 
Classification  In  connection  with  tariff  1019,  but  It  Is  not  exactly 
clear  to  us  If  the  application  of  Item  35  In  tariff  1016  can  be 
used.  In  so  far  as  removing  the  application  of  the  class  rate 
carried  in  this  tariff,  which  would  leave  the  commodity  rate 
carried  In  tariff  1019  the  correct  rate  to  apply. 

Kindly  advise  if  our  contetnion  is  correct,  quoting  any  de- 
cision that  has  been  rendered  by  the  Interstate  Commerce  Com- 
mission covering  a  similar  case,  or  If  the  commodity  rate  Is  tin- 
correct  rate  to  apply,  whether  or  not  we  could  recover  over- 
charge down  to  basis  of  fifth  class  rate  through  reparation  claim. 

Answer:     The  rul<'  IK  that  In  all  cases  where  a  commodity 
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rate  is  established  between  two  points  the  class  rate  is  removed 
on  that  commodity  between  those  points.  To  this  rule  one  ex- 
ception is  authorized.  If  the  class  rate  is  in  one  section  of  the 
tariff  and  the  commodity  rate  in  another  section  of  the  same 
tariff,  and  these  sections  carry  a  provision  for  use  of  either  the 
class  or  commodity  rate,  whichever  is  lower,  then  the  estab- 
lishment of  the  commodity  rate  removes  the  class  rate  In  all 
cases  except  where  the  class  rate  is  the  lower. 

It  will  be  noted,  however,  that  before  there  can  be  an  alter- 
nation of  class  versus  commodity  rates,  they  must  both  be  car- 
ried in  separate  sections  in  the  same  tariff.  This  not  being  the 
case,  the  general  rule  applies,  and  the  establishment  of  a  com- 
modity rate  in  a  different  tariff  not  subject  to  alternative  class 
rate  sections  removes  the  class  rate  in  the  other  tariff.  Your 
lawful  rate  is  the  commodity  rate. 

With  respect  to  the  question  of  reparation,  the  Commission 
has  held  that  while  commodity  rates  are  generally  lower  than 
the  corresponding  class  rates,  the  fact  that  the  commodity  rates 
in  certain  instances  are  higher  than  the  class  rates  Is  not  con- 
clusive of  their  unreasonableness.  Heldmaier  vs.  C.  I.  &  L.  Ry., 
49  I.  C.  C.  81;  sulphuric  acid  from  New  Orleans,  42  I.  C.  C.  200; 
Chamber  of  Commerce  of  Houston,  Tex.,  vs.  I.  &  G.  N.  Ry.  Co., 
32  I.  C.  C.  247. 

Reconsignment   of   Order-Notify    Shipment 

Nevada. — Question:  Shipment  moving  on  order  bill  of  lad- 
ing is  consigned  to  James  Smith  Co.,  notify  John  Doe  at  A. 
John  Doe  is  at  B  when  shipment  arrives  and  requests  agent 
at  B  to  have  shipment  forwarded  to  him  there.  Agent  at  A 
refuses  to  forward  shipment  without  surrender  to  him  (agent 
at  A)  of  the  bill  of  lading. 

Was  the  agent  at  A  obliged  to  accede  to  request  of  John 
Doe,  inasmuch  as  he  was  not  the  consignee?.  On  an  order  bill 
of  lading  who  has  the  authority  to  order  destination  of  shipment 
changed  for  the  convenience  of  the  party  to  be  notified? 

Answer. — The  true  owner  of  the  goods  transported  by  a 
common  carrier,  whether  consignor  or  consignee,  has  the  right 
to  have  his  consignment  diverted  or  reconsigned  in  transit. 

As,  under  an  order  bill  of  lading  the  title  to  goods  remains 
in  the  shipper  until  he  orders  a  delivery  of  the  goods,  the  agent 
at  A  was  justified  in  refusing  to  forward  the  shipment  to  John 
Doe  at  B,  without  the  surrender  of  the  bill  of  lading  by  the 
notify  party  properly  indorsed  by  the  shipper,  or  an  order  from 
the  shipper  to  do  so. 

Shipper  Must  Specify  Size  of  Car  Desired 
Ohio. — Question:  A  stock  shipper  goes  to  the  railroad  office 
and  orders  a  stock  car  to  load  live  stock.  He  does  not  specify 
any  certain  size  of  car.  A  40-foot  car  is  available  and  he  loads 
it.  He  contends  he  is  entitled  to  the  minimum  of  a  36-foot  car, 
as  the  amount  of  stock  loaded  is  under  the  minimum  for  a 
36-foot  car,  he  taking  the  position  that  when  he  orders  a  car 
he  is  ordering  a  car  of  the  regular  size  and  the  railroad  com- 
pany has  no  right  to  furnish  him  a  large  car  unless  he  orders  it. 
Answer:  A  shipper  who  desires  a  car  of  a  certain  size 
must  specify  the  size  of  car  wanted  when  ordering  the  car.  If 
no  particular  size  of  car  is  specified  in  the  order  the  carrier 
may,  where  a  sliding  scale  of  weights  is  provided  for  in  con- 
nection with  a  rate,  assess  charges  on  the  basis  of  the  size  of 
car  furnished.  Kay  &  Carter  Lumber  Co.  vs.  M.  St.  P.  &  S.  S.  M. 
Ry.  Co.,  Unreported  Opinion  159. 

Liability    of   Carrier   for   Cost    of    Reweighing    Account    Receipt 
Goods    in    Bad    Order   Car 

Louisiana. — Question:  A  car  of  pig  iron  consigned  to  us 
from  Alabama  district,  loaded  in  a  box  car,  arrived  New  Orleans 
with  door  on  one  side  missing.  When  tendered  to  the  switch- 
ing line  for  delivery  to  our  plant,  the  car  was  declined  by  them, 
due  to  door  missing,  but  was  finally  accepted  under  certain  con- 
ditions not  known  to  us. 

When  car  was  delivered  into  our  plant  the  appearance  of 
same  indicated  a  loss,  and  we  communicated  verbally  with  the 
freight  claim  agent  of  the  revenue  line  and  were  advised  by  him 
to  have  the  car  reweighed.  Car  was  reweighed,  and  the  result 
disclosed  no  loss. 

We  have  made  claim  against  the  revenue  carrier  for  the 
expense  incurred,  but  they  declined  same.  Kindly  advise  if  the 
carrier  is  responsibile  for  the  expense  of  reweighing  due  to 
door  missing;  also  cite  any  previous  cases  similar  to  the  above. 

Answer:  We  cannot  locate  a  decision  covering,  but  it  seems 
to  us  that  you  have  a  just  claim  against  the  carrier  for  the  cost 
of  reweighing  the  car. 

Reparation — Subsequently  Reduced  Rate 

New  York. — Question:  To  a  southern  point  two  routes  are 
available  on  shipments  moving  at  present  at  class  rates.  Via 
route  AXYZ,  through  rate  of  $1  is  applicable,  while  via  route 
AXZ,  combination  rate  of  75  cents  is  possible.  Application  is 
made  and  granted,  for  establishment  of  through  commodity  rate 
of  50  cents,  same  being  concurred  in  by  all  interested  carriers 
participating  in  both  routes,  all  having  previously  agreed  that 
class  rates  were  excessive. 

Is  it  in  good  order  to  file  a  reparation  claim  on  shipments 


having  moved  over  both  routes,  or  does  establishment  of  com- 
modity rates  prove  legal  unreasonableness  of  the  through  rate 
only?  May  reparation  be  sought  on  shipments  moving  on  com- 
bination rate? 

Answer:  The  voluntary  reduction  of  a  rate  does  not  in 
and  of  itself  without  proof  that  the  former  rate  was  unreason- 
able, furnish  a  sufficient  reason  for  awarding  reparation.  The 
Commission  has,  however,  in  numerous  cases,  upon  a  proper 
showing  of  unreasonableness  of  the  former  rate,  awarded  rep- 
aration to  the  basis  of  the  subsequently  established  rate.  See 
Harmon  &  Co.  vs.  N.  Y.  C.,  47  I.  C.  C.  277;  Best-Clymer  Mfg. 
Co.  vs.  Director-General,  60  I.  C.  C.  153. 

Shrinkage  on  Coal— Allowance  for 

Georgia. — Question:  Some  time  ago  the  Interstate  Com- 
merce Commission  issued  a  ruling  granting  an  allowance  for 
shrinkage  in  weight  on  run-of-mine  coal. 

Please  advise  what  this  ruling  is  and  from  what  coal  fields 
it  is  effective,  and  where  we  may  obtain  a  copy  of  the  rule. 

Answer:  In  the  following  cases  the  Commission  has  dis- 
cussed the  allowance  for  shrinkage  on  shipments  of  coal: 

In  re  Weighing  of  Freight  by  Carriers,  28  I.  C.  C.  26,  Washed 
Coal  Weights,  45  I.  C.  C.  98;   Northwest  Traffic  Service  Bureau 
vs.  C.  M.  &  St.  P.,  47  I.  C.  C.  556;   C.  W.  Hull  Co.  vs.  S.  Ry. 
Co.,  24  I.  C.  C.  302;-  Peters  vs.  O.  S.  L.,  20  I.  C.  C.  598. 
Delivery  by  Carrier — What  Constitutes 

North  Carolina.— Question:  Please  refer  to  last  paragraph 
of  your  answer  to  "Colorado"  on  page  780  of  The  Traffic  World 
of  April  8,  1922. 

We  have  an  identical  case,  but  did  not  notify  shippers  that 
shipment  remained  on  hand,  as  freight  had  been  paid  by  con- 
signee, who  was  expected  to  move  shipment  in  a  few  days,  but 
later  decided  he  did  not  need  it  (price  had  fallen).  Shippers 
requested  shipment  returned  and  storage  charges  waived,  as 
they  had  not  been  notified  the  shipment  was  undelivered. 
Please  advise  if  storage  charge  could  be  waived. 

Answer:  In  our  opinion,  based  upon  what  is  said  by  the 
court  in  Sou.  Ry.  Co.  vs.  Prescott,  240  U.  S.  632,  storage  charges 
for  the  period  of  time  elapsing  after  notice  should  have  been 
given  may  be  waived,  under  the  provisions  of  the  storage  tariff 
regarding  notice  of  unclaimed  or  refused  goods. 

Liability  of  Shipper  for  Damage  to  Car  While  Being  Loaded 
with  Combustible  Material 

New  York. — Question:  Recently  we  began  loading  a  car  of 
charcoal  and  when  the  car  was  half  loaded  a  fire  started,  due 
to  spontaneous  combustion,  and  before  the  fire  could  be  gotten 
under  control  the  car  was  burned  to  such  an  extent  that  the 
sides  and  the  roof  will  have  to  be  rebuilt. 

It  is  not  long  since  that  the  Bureau  of  Explosives  made  an 
inspection  of  our  plant,  which  included  the  operation  whereby 
the  charcoal  is  cooled  and  made  dry.  We  received  a  clean  cer- 
tificate after  the  inspection.  Do  you  know  of  any  decisions  of 
the  Commission  where  the  same  question  was  involved? 

Answer:  We  know  of  no  rulings  of  the  Commission  cover- 
ing this  subject  and  are  of  the  opinion  that  the  question  as  to 
the  liability  of  your  concern  for  damage  to  the  car  is  a  matter 
to  be  determined  in  a  court  of  law. 

Shipper's   Load   and   Count   Notation 

Illinois. — Question:  We  have  noted  your  reply  to  "Iowa" 
in  answer  to  the  above  question,  published  on  page  776  of  the 
April  8  issue  of  The  Traffic  World.  It  is  the  writer's  impression 
that  some  time  ago  there  was  printed  in  The  Traffic  World  a 
statement  that  in  cases  where  carriers  were  requested  to  check 
the  commodity  being  loaded  or  given  an  opportunity  to  do  so, 
they  were  compelled  to  sign  a  clean  bill  of  lading,  even  though 
they  did  not  take  advantage  of  this  opportunity.  It  is  possible 
that  this  may  have  been  merely  a  recommendation  brought  out 
during  the  bill  of  lading  case.  At  any  rate,  would  ask  that 
you  kindly  advise  just  when  and  where  this  question  was  brought 
up. 

Answer:  It  is  proposed  under  Senate  bill  2530,  amending 
the  Pomerene  bill  of  lading  act,  to  require  carriers  to  check 
freight  into  cars.  See  page  768  of  Oct.  15,  1921,  Traffic  World; 
page  772,  April  8.  1922,  Traffic  World,  and  page  831,  April  15, 
1922,  Traffic  World. 

Liability  of  Carrier  for  Loss  Through  Freezing 
Michigan. — Question:     Recently    upon    a    freight    claim,    a 
freight  claim  agent  quoted  a  ruling  that  the  shipper  is  entirely 
responsible  for  the  freezing  of  perishable  produce  loaded  in  box 
cars.    Can  you  advise  whose  ruling  this  is  and  authority? 

Answer:  We  know  of  no  decision  which  definitely  settles 
the  question  of  the  carrier's  liability  for  damages  resulting  from 
the  freezing  of  perishable  goods  shipped  in  ordinary  box  cars. 
Whether  or  not  the  carrier  is  liable  in  a  given  instance  de- 
pends to  a  large  degree  upon  the  circumstances  and  conditions 
under  which  the  shipment  moves,  as  well  as  upon  tariff  provi- 
sions which  give  a  shipper  the  option  of  shipping  in  ordinary 
box  cars  or  under  carrier's  protection  at  a  higher  rate  or  charge 
for  such  protective  service.  See  our  answer  to  "Utah"  on  page 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  Home  Broken,  Forwarding 
and  Clearing  Houte  Agent* 

LAREDO,  TEXAS 

Branch**  In  all  Principal  Cltlw  In  th.  Republic  of  M.ileo 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  train* 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


PORT 
HOUSTON 

In  the  three  years  that  Houston  has  been  a  port 
many  reliable  steamship  services  have  been  estab- 
lished to  connect  Houston  with  Europe,  North  and 
South  America  and  the  West  Indies.  Their  sailings 
are  regular  and  the  service  dependable. 

Daniel  Ripley  &  Company  to  Hamburg,  Bremen, 
Antwerp,  Rotterdam  and  Le  Harve. 

Southern  Steamship  Company,  Philadelphia. 

Lykes  Lines,  Cuba,  Porto  Rico  and  other  West 
Indies  ports. 

Lone  Star  Steamship  Company,  Cuba,  Porto  Rico 
and  other  West  Indies  ports. 

l.cyland  Line  to  Liverpool. 
Harrison  Line  to  Liverpool. 
Sgitcovich  Lines,  Liverpool,  Manchester. 
I  oilier  St  Latta,  Bremen  and  Hamburg. 
Nervion  Line,  Barcelona. 

Pacific,  Caribbean  &  Gulf  Line  to  U.  S.  Pacific 
port*. 

Luckenbach  Line  to  U.  S.  Pacific  Coast  ports. 

i  Gulf  States  Steamship  Company,  New  Orleans 
connecting  with  Mississippi  and  Warrior  River  barge 
service. 

Mexican  Navigation  Company.  Tampico,  Vera 
Cruz  and  Progresso. 

In  addition  to  the  above  lines  there  are  numerous 
other  services  engaged  in  the  business  of  oil  trans- 
portation. 

The  area  reached  by  these  services  is  large. 

Mr.  Traffic  Man,  does  not  your  business  cover 
some  of  these  routes? 

For  further  information  ask 

DIRECTOR  OF  THE  PORT 
(  iiy  Hall  Houston,  Texas 
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726  of  April  1,  1922,  Traffic  World,  under  caption  "Liability  of 
Carrier  for  Loss  Through  Freezing." 

Suit — Time  Within  Which  to  File 

Minnesota. — Question:  On  February  24,  1922,  we  entered 
suit  against  James  C.  Davis,  agent,  designated  by  the  President 
of  the  United  States  as  representative  of  the  U.  S.  Railroad 
Administration,  for  a  shipment  which  moved  from  Austin,  Minn., 
on  or  about  January  7,  1919,  on  a  domestic  bill  of  lading,  read- 
ing "New  York  City  for  Export." 

Defendants  in  their  answer  set  up  the  plea  that  we  are 
barred  by  the  provisions  of  the  bill  of  lading  requiring  that  suit 
be  entered  within  two  years  and  one  day  from  the  date  ship- 
ment arrived  at  destination. 

Have  any  of  the  courts  passed  on  what  is  a  reasonable  time 
for  a  shipment  to  arrive  after  it  is  due?  You  understand,  a  por- 
tion of  this  shipment  did  arrive  and  a  portion  was  lost.  It 
seems  to  us  that  Cogress  took  some  hand  in  the  question  of 
ascertaining  the  time  for  the  filing  of  claims,  also  for  the  filing 
of  suit,  and  that  this  had  reference  to  the  shipments  which 
moved  during  federal  control. 

Answer:  The  suit  in  question  is  apparently  for  a  loss  in 
transit  and  not  for  unreasonable  delay,  and,  jn  accordance  with 
the  decision  of  the  District  Federal  Court,  Leigh,  Ellis  &  Co.  vs. 
Davis.  Agent,  274  Fed.  443,  affirmed  in  276  Fed.  and  now  before 
the  Supreme  Court  of  the  United  States  on  a  writ  of  error,  is 
barred  because  of  not  having  been  brought  within  two  years 
and  one  day  after  delivery  of  the  shipment,  as  stipulated  in  the 
forms  of  bill  of  lading  in  use  at  the  time  the  shipment  was 
offered  for  transportation. 

Misquotation  of  Rates — Liability  of  Domestic  Carrier  by  Water 

For 

New  York. — Question:  On  September  16,  1920,  we  made  a 
shipment  from  Pennsylvania  to  Honduras,  moving  same  via 
New  Orleans.  We  asked  the  domestic  steamship  line  for  rates 
to  destination  and  they  quoted  their  rate  to  New  Orleans  and 
also  the  foreign  steamship  company's  according  to  the  latest 
tariff  that  they  had  on  file.  It  happened  that  while  the  tariff 
provided  a  rate  of  $1.25  per  barrel,  the  rate  of  $1.45  was  quoted 
us,  through  typographical  error.  An  investigation  later  devel- 
oped that  a  supplement  to  the  delivering  steamship  company's 
tariff  had  been  issued,  increasing  their  rate  to  $1.75  per  barrel. 

The  new  tariff  went  into  effect  about  a  month  prior  to  date 
of  shipment,  but  the  domestic  line  did  not  have  a  copy  of  the 
supplement  on  'file  at  the  time  they  quoted  us  the  previous  rate. 
As  a  result  we  have  been  obliged  so  far  to  assume  the  difference 
between  the  erroneous  rate  quoted  and  the  actual  rate,  or  30 
cents  per  barrel.  Can  either  of  the  steamship  companies  be  held 
responsible? 

Answer:  While  a  carrier  subject  to  the  provisions  of  the 
interstate  commerce  act  under  paragraph  11  of  section  6  thereof 
is  liable  to  a  penalty  for  misstating  a  rate  named  in  a  tariff 
to  which  it  is  a  party,  when  requested  in  writing  to  state  a  rate 
applicable  to  a  described  shipment  between  named  points,  we 
know  of  no  statutory  provision  which  makes  a  domestic  carrier 
by  water  liable  for  the  misstatement  of  the  rates  of  a  foreign 
steamship  company. 

It  is  possible,  however,  that  damages  could  be  recovered 
in  an  action  at  law. 

(1)  Liability  of  Common  Carrier  as  Warehouseman  vs.  Carrier. 
(2)  Liability  of  Carrier  for  Diversion  from  Route  Specified 
by  Shipper 

Pennsylvania. — Question:  (1)  Does  item  B  of  section  1 
mean  that  after  property  is  placed  for  delivery  at  destination 
or  tendered  for  delivery,  the  carrier's  liability  immediately  be- 
comes that  of  warehouseman;  or  does  it  mean  that  carrier's 
liability  does  not  become  such  until  after  the  usual  forty-eight 
hours'  free  time  has  expired?  (2)  Item  A  of  section  2  seems 
to  change  section  2  of  the  former  bill  of  lading.  Does  this 
mean  that  if  a  carrier  diverts  a  shipment  to  a  water  route  that 
its  liability  will  continue  to  be  the  same  as  though  the  entire 
carriage  were  by  rail? 

Answer:  (1)  So  far  as  a  delivery  upon  public  team  tracks 
is  concerned,  it  has  been  definitely  decided  that  under  the  pro- 
visions of  the  present  bill  of  lading  the  liability  of  a  common 
carrier  as  such  does  not  terminate  during  the  period  of  free 
time  until  the  goods  have  been  removed  from  the  car,  even 
though  the  goods  have  been  accepted  and  partly  unloaded  by 
the  consignee. 

With  respect  to  deliveries  on  industry  tracks,  the  decisions 
of  the  courts  are  not  in  accord  as  to  when  delivery  has  been 
made,  so  as  to  terminate  the  carrier's  liability  as  such. 

(2)  The  statement  carried  in  section  2  of  the  former  bill 
of  lading  to  the  effect  that  if  .such  diversion  shall  be  from  a 
rail  to  a  water  route  the  liability  of  the  carrier  shall  be  the 
same  as  though  the  entire  carriage  was  made  by  rail,  has  been 
eliminated  in  the  present  bill  of  lading.  As  a  matter  of  fact, 
this  statement  was  not  in  accordance  with  the  law  on  the  sub- 
ject, which  is  that  where  a  carrier,  without  the  consent  of  the 
shipper,  diverts  a  shipment  from  a  route  specified  by  the  shipper 
it  is  liable  for  any  loss,  although  such  loss  is  within  the  recog- 
nized exceptions  to  the  carrier's  liability,  subject,  however,  in 


accordance  with  the  weight  of  authority,  to  the  exception  that 
in  case  of  emergency  the  carrier  may  change  the  route  or  the 
method  of  transportation. 

Rates  Published  as  Percentages  of  Class  Rates  Are  Not  Specific 
Commodity    Rates 

Kentucky. — Question:  If  an  article  takes  a  percentage  of 
a  class  rate,  as  indicated  by  an  exception  sheet,  is  such  a  rate 
a  class  rate  or  a  commodity  rate?  See  your  answer  to  "Mis- 
souri" on  page  630  of  October  2,  1920,  Traffic  World;  also  your 
article  headed  "Rate  on  Boxboard,"  page  751  of  April  8,  1922, 
Traffic  World. 

Answer:  The  Commission,  in  Boldt  Paper  Mills  vs.  Di- 
rector-General, 62  I.  C.  C.  471,  overruled  its  report  in  55  I.  C.  C. 
331,  cited  in  the  answer  to  "Missouri"  referred  to  by  you,  holding 
in  the  latter  case  that  the  minimum  scale  rate  was  applicable. 

Undercharges— Time  Within  Which  Suit  May  Be  Filed  by  Carrier 
Under  the  above  caption,  on  page  778  of  the  April  8,  1922, 
Traffic  World,  attention  is  directed  to  the  answer  made  to  "Ohio" 
on  page  190  of  the  July  23,  1921,  Traffic  World.  Our  attention 
has  also  been  called  to  the  seeming  conflict  between  this  answer 
and  the  opinion  of  Luther  M.  Walter,  as  set  forth  in  Circular 
No.  331  of  the  National  Industrial  Traffic  League. 

There  is,  however,  no  real  conflict  in  the  final  analysis,  as 
the  answer  on  page  190  of  the  July  23,  1921,  Traffic  World 
plainly  states  that  the  cause  of  action  may  be  brought  within 
the  period  of  limitation  of  the  state  statute,  but  not  later  than 
three  years  from  March  1,  1920,  which  is  in  accord  with  the 
conclusion  reached  by  Mr.  Walter,  and  this,  notwithstanding 
the  statement  that  the  provisions  of  paragraph  3,  of  section  16, 
of  the  transportation  act,  are  not  retroactive,  but  apply  only  to 
causes  of  action  arising  on  and  subsequent  to  March  1,  1920, 
the  intention  in  making  this  statement — not  plainly  expressed, 
it  is  true — being  to  convey  the  idea  that  statutes  are  to  be  given 
a  prospective  and  not  a  retroactive  application,  as  correctly  ex- 
pressed in  the  answer  to  "Colorado"  on  page  1168  of  the  May 
28,  1921,  Traffic  World  under  the  heading,  "Undercharges — 
Collection  of  by  Carrier." 

February  28,  1923,  and  not  March  1,  1923,  is,  however,  the 
date  on  which  such  actions  are  barred,  as  the  provisions  of 
section  424  of  the  transportation  act,  1920  (paragraph  3,  section 
16,  of  the  interstate  commerce  act)  referred  to  became  effective 
on  that  date. 


N.  Y.  C.  INDUSTRIAL  DIRECTORY 

,The  New  York  Central  Lines  are  distributing  gratis  to 
shippers  the  largest  railroad  reference  book  of  its  kind  ever 
published.  It  contains  the  names  of  more  than  50,000  concerns 
on  its  rails,  classified  by  commodities,  localities,  and  railroad 
facilities.  The  purpose  in  assembling  the  directory  lists  was 
to  bring  the  various  industrial  and  business  activities  into  more 
ready  and  intimate  touch  with  one  another  for  mutual  benefit. 
The  portrayal  of  railroad  service  was  aimed  to  aid  shippers  in 
directing  their  traffic  and  new  enterprises  in  locating  their 
plants.  The  volume  has  1,000  pages,  including  20  specially- 
drawn  maps,  one  20  x  28  inches  showing  in  color  the  entire 
New  York  Central  system,  and  others  charting  the  existing 
railroad  terminal  facilities  of  the  big  cities. 

There  are  more  than  400  half-tone  illustrations.  The  book 
gives  facts  and  figures  useful  to  business  men  covering  the 
whole  territory  served  by  the  13,000  miles  of  New  York  Central 
lines,  which  enter  twelve  states  and  the  two  busiest  provinces 
of  Canada. 

Communities  along  the  lines  are  described  and  pictured 
with  special  reference  to  advantages  they  offer  for  industries. 
Five  hundred  pages  are  devoted  to  the  classified,  indexed  lists 
of  manufacturers,  wholesalers,  jobbers,  contractors,  retail  mer- 
chants, grain  elevators,  electric  light  and  power  plants,  coal 
operators  and  dealers,  and  agricultural  producers.  Stock  yards, 
feeding  stations  and  packing  plants  are  noted. 

Commercial  and  kindred  business  organizations,  with  the 
names  of  their  presidents  and  secretaries  and  number  of  mem- 
bers, as  well  as  all  banking  institutions  located  on  the  New 
York  Central  system,  are  alphabetically  listed.  Every  railroad 
station  of  the  system,  with  its  connections,  is  listed  alphabeti- 
cally, together  with  up-to-date  lists  of  railroad  officers  in  charge 
at  all  points. 

Articles  by  experts  deal  with  packing  methods  and  avoid- 
ance of  loss  and  damage  to  freight. 

A  feature  article  by  Charles  Frederick  Carter  gives  in 
tabloid  form  near  the  front  of  the  book  the  extent  of  the 
physical  properties,  of  the  service  rendered,  and  the  future 
development  and  financial  requirements  of  the  New  York  Central 
system. 

Requests  for  copies,  it  is  announced  may  be  sent  direct  to 
the  publicity  department,  New  York  Central  Lines,  Grand  Central 
Terminal,  New  York. 


You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 
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RAILWAY  WAGE  HEARING 

Six  days  ahead  of  schedule  the  hearings  on  the  question  of 
railroad  wages,  which  had  been  going  on  before  the  Labor  Board 
in  Chicago  steadily  for  more  than  six  weeks,  came  to  an  end 
April  24  with  a  closing  statement  by  E.  J.  Manion,  president  of 
the  telegraphers'  union.  It  was  announced  at  the  close  of  the 
hearing  that  the  National  Industrial  Traffic  League  and  such 
other  representatives  of  the  public  as  had  anything  to  say 
would  be  heard  on  the  afternoon  of  April  28. 

The  issues  raised  by  the  dispute  over  telegraphers'  wages 
presented  few  points  in  common  with  those  of  other  classes  of 
employes.  Mr.  Manion  and  his  witnesses  stressed  particularly 
the  disparity  in  the  wages  of  telegraphers  on  various  roads.  They 
pointed  out  that  the  telegraphers  were  not  working  under  na- 
tional agreements  or  successors  to  national  agreements,  but  that 
their  agreements  were  much  older  and  had  been  negotiated  with 
individual  roads.  As  a  consequence,  it  was  alleged,  men  working 
on  similar  jobs  in  adjoining  buildings,  or  even  at  adjoining  desks, 
were  paid  widely  differing  rates  of  pay.  The  dispute  over  this 
disparity  overshadowed  that  regarding  a  possible  reduction,  so 
far  as  the  telegraphers  were  concerned. 

The  carriers  pleaded  that  the  board  not  standardize  these 
wages.  They  said  that  they  desired  individual  roads  to  have  the 
privilege  of  negotiating  wages  with  their  own  employes  and  that 
such  examples  as  the  telegraphers  put  forward  were  extreme. 


SHOP  CRAFTS  TO  VOTE  ON  STRIKE 

General  chairmen  of  the  labor  organizations  which  make 
up  the  railway  employes'  department  of  the  American  Federa- 
tion of  Labor,  at  theft  convention  in  Chicago  voted,  April  21, 
to  send  out  strike  ballots  to  their  600,000  members.  According 
to  available  information,  the  exact  issues  upon  which  this  vote 
will  be  taken  have  not  as  yet  been  defined  and  will  not  be 
defined  until  the  committee  in  charge  draws  up  the  ballot.  The 
decision  to  take  a  vote  was,  however,  preceded  by  speeches  in 
which  the  railroads  were  scored  for  having  violated  decisions 
of  the  board  and  were  accused  of  subterfuge  in  contracting  for 
equipment  repair  and  maintenance  work  to  concerns  which  paid 
less  to  the  men  performing  such  work  than  the  scales  pre- 
scribed by  the  Labor  Board. 

A  similar  vote  was  taken  by  the  railway  employes'  depart- 
ment following  the  wage  cut  of  last  July,  but  the  shopmen 
refused  to  join  with  the  brotherhoods  in  their  strike  plans  last 
October. 

While  nothing  has  been  said  directly  to  indicate  that  the 
possibility  of  a  further  wage  cut  by  the  board  will  be  taken 
into  consideration  in  voting  for  or  against  a  strike,  it  is  known 
that  the  shop  crafts  resent  the  fact  that  their  wages  have  been 
the  first  to  come  under  a  second  attack,  and  it  is  felt  that  the 
result  of  the  vote  will  not  be  made  public  until  a  decision  in 
the  present  wage  cases  is  forthcoming.  Sixty  days  was  the 
length  of  time  estimated  by  B.  M.  Jewell,  president  of  the  rail- 
way employes'  department,  as  necessary  to  take  and  count  the 
vote. 


LEAGUE  HEARD   IN   WAGE   CASE 

In  a  vigorously  worded  petition,  bringing  sharply  to  the 
board's  attention  alleged  shortcomings  in  its  method  of  holding 
hearings,  the  National  Industrial  Traffic  League,  April  28,  made 
an  effort  to  become  a  party  to  the  present  wage  disputes  before 
the  Railroad  Labor  Board.  The  petition,  drawn  by  John  S. 
Burchmore  and  Luther  M.  Walter,  counsel  for  the  League,  and 
signed  by  them  and  J.  H.  Beek,  its  executive  secretary,  in  addi- 
tion to  asking  that  the  League  be  allowed  to  become  a  party, 
prayed  that  the  board  dismiss  the  present  proceedings  and  va- 
cate all  decisions  heretofore  entered  purporting  to  pass  on  the 
question  of  wages. 

The  objections  of  the  League  began  with  an  assertion  that 
the  board's  powers  under  the  transportation  act  were  only  those 
of  "investigation  and  publicity,"  and  that  the  act  did  not  "con- 
template the  substitution  of  government  regulation  for  private 
management."  The  right  of  the  public,  "which  pays  the  bills," 
to  be  heard  was  stressed  and  the  assertion  made  that  wages 
in  the  railroad  industry  were  so  'much  higher  than  those  out- 
side that  railroad  labor  had  become  a  "preferred  class." 

A  scathing  arraignment  of  the  methods  pursued  by  the  board 
in  holding  hearings  was  not  the  least  important  part  of  the 
petition.  It  alleged  that  masses  of  incompetent  and  irrelevant 
material  have  been  entertained  by  the  board  and  .have  been 
made  part  of  the  record,  and  concluded  with  the  statement  that 
the  hearings  ought  to  be  discontinued  because  "the  record 
already  made  is  burdened  with  incompetent  and  irrelevant 
matter." 

Representatives  of  all  of  the  16  so-called  standard  unions 
protested  against  the  admission  by  the  board  of  testimony  from 
any  party  other  than  the  carriers  and  the  workers. 

Aftpr  explaining  at  length  the  organization  and  membership 
of  the  League,  its  standing  before  the  Interstate  Commerce 


Commission  and  the  congressional  committees,  and  after  out- 
lining the  action  of  the  League  in  the  matter  of  railroad  wages 
to  date,  as  contained  in  various  accounts  appearing  from  time 
M>  limp  in  The  Traffic  World,  the  petition  explained  the  stand 
taken  by  the  League  in  the  general  rate  inquiry  and  then  pro- 
iceeded  as  follows: 

Your  petitioner  alleges  that  its  members  and  others  similarly 
situated,  are  compelled  by  statue  to  pay  rates  of  transportation  for 
Passengers  and  property  which  will  produce  on  railroads  subject  to 
the  Interstate  commerce  act  in  such  rate  groups  as  the  Commission 
shMI  designate,  an  aggregate  railway  operating  income  equal  to 
.1  r.-iir  return  upon  the  aggregate  value  of  the  property  of  such  carriers 
devoted  to  transportation  purposes  and  operated  under  honest,  em 
clent  and  economical  management.  The  amount  paid  as  wages  and 
salaries  to  employes  and  officers  constitutes  a  very  large  part  of 
the  operating  expenses  of  common  carriers  subject  to  the  inter- 
state commerce  act,  and  must  be  paid  by  your  petitioner's  members 
and  others  similarly  situated.  Your  petitioner  therefore  submits  that 
it  is  a  proper  party  to  any  disputes  pending  before  this  honorable 
board,  within  the  meaning  of  section  309  of  the  transportation  act, 
1920,  and  is  entitled  to  a  hearing  through  its  officers  and  counsel. 

Section  307  of  the  transportation  act,  1920,  in  paragraph  (d), 
provides  that: 

"In  determining  the  Justness  and  reasonableness  of  such  wages 
and  salaries  or  working  conditions  the  board  shall,  so  far  as  applicable, 
take  into  consideration  among  other  relevant  circumstances: 

(1)  The  scales  of  wages  paid  for  similar  kinds  of  work  in  other 
industries; 

(2)  The  relation  between  wages  and  the  cost  of  living;     ' 

Your  honorable  board  has  interpreted  in  its  decision  No.  2,  the 
phrase  "other  relevant  circumstances"  as  comprehending  "among 
other  things,  the  effect  the  action  of  this  board  may  have  on  other 
wages  and  industries,  on  production  generally,  the  relation  of  rail- 
road wages  to  the  aggregate  of  transportation  costs  and  requirements 
for  betterments,  together  with  the  burden  on  the  entire  people  of 
railroad  transportation  charges." 

It  is  the  view  of  The  National  Industrial  Traffic  League,  and 
of  the  shippers  on  whose  behalf  it  appears,  that  the  railroads  should 
not  be  required  by  any  order  of  the  Labor  Board  to  pay,  or  to  con-i 
tinue  paying,  a  higher  scale  of  wages  to  that  general  class  of  labor 
which  is  used  alike  in  railroad  and  commercial  industry,  than  is 
paid  currently  in  commercial  industry  for  such  comparative  emj 
ployment;  and  It  is  the  further  view  of  the  said  league  that  the 
wages  for  such  classes  of  labor  vary  so  widely  in  different  parts 
of  the  country  and  in  different  towns  and  cities  that  they  do  not  lend 
themselves  to  uniform  treatment. 

Board  Has  No  Power  to  Fix  Wages. 

The  National  Industrial  Traffic  League  respectfully  submits  that 
title  III  of  the  transportation  act,  properly  interpreted,  does  not  con- 
template the  substitution  of  government  regulation  for  private  manage- 
ment in  respect  to  the  wages  and  working  conditions  of  railroad  em- 
ployes, but  only  provides  a  method  of  investigation  and  publicity 
through  the  operation  of  the  Labor  Board,  in  cases  where  there  are 
disputes  between  a  railroad  and  its  employes,  which  threaten  inter- 
ruption to  traffic  or  endanger  the  public  interest. 

In  support  of  this  statement,  your  petitioner  respectfully  cites  the 
fact  that  the  interstate  commerce  act,  to  which  the  transportation 
act  is  supplementary,  clearly  provides  jurisdiction  In  the  Interstate 
Commerce  Commission  to  establish,  and  authority  to  enter  enforciblo 
orders  (the  violation  o£  which  subjects  a  carrier  or  shipper  to  penalty), 
in  respect  to,  the  rates,  fares,  charges  and  practices  of  the  carriers 
In  connection  with  the  transportation  of  passengers  and  property.  In 
contrast  with  such  definite  and  affirmative  provisions,  giving  the  Inter 
state  Commerce  Commission  supreme  authority  in  rate  making,  neither 
the  transportation  act  nor  the  interstate  commerce  act  confers  upon 
the  Railroad  Labor  Board,  or  any  other  agency  of  government,  the 
power  to  enter  an  enforcible  order  fixing  the  wages  to  be  paid  to  any  or 
all  employes  or  classes  of  employes  of  any  railroad.  The  two  acts 
contain  such  repeated  references  to  the  management  of  the  railroads 
as  to  negative  the  idea  that  the  Congress  intended  conferring  upon 
the  Railroad  Labor  Board  authority  to  manage  the  railroads,  even  in 
the  limited  sense  of  fixing  wages  as  the  Interstate  Commerce  Com- 
mission fixes  rates. 

Public  Is  Entitled  to  a  Hearing. 

The  National  Industrial  Traffic  League  respectfully  submits  that 
the  public,  which  pays  the  bills,  is  entitled  to  consideration  in  con- 
nection with  all  questions  affecting  wages,  and  that  the  Labor  Board 
ought  to  consider  the  effect  of  the  present  high  wages  on  railroad 
operating  expenses,  on  railroad  rates  and  on  industry  in  general. 

This  proposition  has  been  recognized  by  the  Railroad  Labor  Board 
itself  in  its  decision  No.  2  in  interpreting  the  phrase  "other  relevant 
circumstances"  as  found  in  paragraph  (d)  of  section  307,  referred 
to  above. 

The  Railroad  Labor  Board  now  has  before  it  (a)  representa- 
tives of  various  classes  of  railroad  employes  who  are  seeking  to 
obstruct  any  reduction  in  the  wages  paid  to  them  by  the  railroads 
by  which  they  are  employed;  and  (b)  the  representatives  of  railroad 
corporations  who,  in  seeking  to  reduce  wages,  may  be  actuated  more 
particularly  by  the  desire  of  increasing  their  own  net  revenues  by 
widening  the  spread  between  the  gross  operating  income  and  the 
total  operating  expenses  than  they  are  concerned  with  the  direct 
question  of  the  total  amount  of  their  operating  expenses.  In  other 
words,  the  railroad  corporations  do  not  pay  the  freight  rates,  but 
simply  collect  their  transportation  charges  from  the  shipping  pub- 
lic; and  it  is  the  public  that  pays  the  bills. 

The  public  has  a  large  interest  in  the  outcome  of  any  dispute  in- 
volving the  wages  of  railroad  employes  because  of  the  effect  thereof 
upon  operating  expenses,  upon  freight  rates,  passenger  fares  and 
transportation  charges  of  the  carriers  and  finally  upon  industry 
throughout  the  nation.  The  public  interest  ought  to  be  heard  and 
considered  by  the  board.  The  National  Industrial  Traffic  League  may 
fairly  claim  to  speak  for  a  substantial  portion  of  the  shipping  public. 

Disputes  Do  Not  Require  Decision. 

The  League  submits  that  such  disputes  as  now  exist  between  rail- 
roads and  their  employes  are  not  of  such  character  as  to  warrant 
tor  require  the  Railroad  Labor  Board  to  issue  decisions  or  orders 
fixing  and  establishing  minimum  wages  for  various  classes  of  employes, 
to  be  paid  throughout  the  country. 

Section  301  .of  the  transportation  act  makes  it  the  duty  of  all 
carriers  and  their  employes  to  exhaust  every  reasonable  effort  and 
adopt  every  available  means  to  avoid  any  interruption  to  the  opera- 
tion of  any  carrier  growing  out  of  any  dispute  between  the  carrier 
and  its  employes.  The  section  plainly  provides  that  the  carrier  and  its 


April  29,  1922 


THE    TRAFFIC    WORLD 


961 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  insertion.  $1.00  per  line, 
minimum  charge  J3.00:  succeeding  insertions,  per  line.  60c:  10  words  to 
the  line:  numbers  and  abbreviations  counted  as  words:  (  point  type: 
parable  In  advance.  Answers  to  keyed  advertisements  forwarded  free 
and  all  correspondence  held  in  strict  confidence.  THE  TRAFFIC 
WORLD.  41S  South  Market  Street.  Chicago.  III. 

POSITION  WANTED— By  trained  Traffic  Executive.  Six  years' 
experience.  Familiar  with  all  details  of  domestic  and  foreign  ship- 
pine.  Thorough  knowledge  of  rate  and  claim  adjustment  and  pro- 
cedure. Now  employed.  Seeks  change  to  position  with  greater  op- 
portunity. Salary  secondary.  Address  T.  E.  A.  44}.  Traffic  World. 
'•hl'-aKu. 

POSITION  WANTED— A  thoroughly  capable  and  up-to-date 
traffic  manager  solicits  an  offer.  Thoroughly  experienced  in  railroad 
and  Industrial  capacities,  highest  reference*.  Address  H.  f..  Traffic 
\V..rld.  Chicago. 

POSITION     WANTED— Experienced    traffic    and    rate    man.    and' 
conversant   with    fundamentals   of   transportation    law.      Desires   posi- 
tion   In   chamber   of   commerce   or   industry.     Address    FA-1.    Traffic 
Vorld.  Chicago. 

WANTED — Traveling  Freight  and  Passenger  Agent,  short  line- 
In  south.  Give  age,  experience,  etc.  Address  S.  I*  C..  care  Traffic 
World.  Chicago. 

Maintaining  a  Washington  office  or  even  going 
there  means  a  heavy  expense.  We  serve  in  the  capacity 
of  a  confidential  representative  for  subscribers  to  the 
Daily  Traffic  World. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1MO  tooth  Canal  StrvM.  near  TayMr  MfM* 

T»smlnB   «f   Bv»ry   D««er(ptloi>— City   Delivery   Mryts*   »»4    Carts** 
Dirt  rfbu  tor* 


WACO.  TEXAS  [ 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOK 

DISTRIBUTING— WAREHOUSING 

On*  Block  on  Mary  at  13th  Street 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 


ft  Illlltl*       tm4  A»vku  Omim  W  W. 


B.  R.  &  P.  WAREHOUSE,  Inc. 


SAVANNAH.      GEORGIA 

Storage     Fool  Car*  Our  Specialty 

H.  H.  BRADLEY  &  CO. 

Personal  Service  Quick  Despatch 


MUSKMEE,  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 

2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


The  Logical  Distributing  Point 
for  the  Southwest 

General  Merchandise,  Furniture  and  Household  Goods, 

Storage  and  Forwarding. 
Light  and  Heavy  Hauling.     City  Deliveries,  Etc. 

Motor  Equipment. 

Pool  Car  Distributing  and  Forwarding. 
Free  Switching  on  Carload  Lots. 

Caddo  Transfer  and  Warehouse  Company,  Inc. 

615  Market  Street,  Shreveport,  Louisiana 
P.  O.  Box  No.  62 


INDIANAPOLIS,  IND.I 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  switching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


NEW    WAY 

Vie  the  1921  Model 

Edgar  Steel  Seals 

When  Shippinf  Carloads  of 

Automobiles,   Flour, 
Grain,  Steel,  Everything 

Any  thine  where  •  part  out  be  taken  out. 

Save  lh«  low. 

Prevent  th«  necCMity  of  claim*  by  elimi- 
nating the  temptation  to  cover  up  theft. 

S«nd  full  ahlpm*nt>  and  know 
they  will  f «t  t her* 

The  Edgar  Steel  Seal  & 
Mfg.  Company, 


TIME  LOCKS 

offer  the  safest  mechanical  security,  but 
greater  security  is  rightly  placed  in  the 
strong  character  and  established  repu- 
tation of  a  business. 

Our  integrity  cannot  be  tampered  with. 
MERCHANDISE  STORAGE  CO.,  INC. 

3/6  NORTH  PICK  STRICT  BROOKLYN,  N.  Y. 
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men  shall  confer  with  each  other  regarding  any  matter  In  dispute. 
It  is  only  where  the  parties  are  wholly  unable  to  agree  and  either 
the  carrier  or  a  certain  number  of  employes  appeal  to  the  Labor  Board, 
or  the  Labor  Board  Is  convinced  that  an  Interruption  of  commerce 
is  probable,  that  It  Is  authorized  to  enter  upon  a  hearing  or  investi- 
gation regarding  wages  of  railroad  employes. 

As  the  result  of  orders  entered  by  the  Director  General  during 
federal  control,  and  former  decisions  of  the  Railroad  Labor  Board, 
the  wages  of  many  classes  of  railroad  employes  have  been  so 
"frozen"  that  a  carrier,  which  is  unable  in  the  opinion  of  its  man- 
agement to  continue  paying  those  wages,  or  finds  them  higher  than 
that  class  of  labor  commonly  commands  in  that  particular  section, 
could  not  effect  a  reduction  and  could  make  no  progress  with  its 
own  men  towards  an  agreement  upon  a  reduction  in  wages.  The 
practical  result  of  this  situation  is  that  there  has  been  no  real  op- 
portunity for  the  management  of  the  railroads  to  regulate  the  wages 
of  their  own  men,  and  for  those  who  desired  to  avoid  any  readjust- 
ment of  the  war-time  wages  such  as  already  has  occurred  in  in- 
dustries, it  has  been  simple  to  stand  pat. 

In  order  to  restore  some  semblance  of  freedom  of  action  to  the 
parties,  it  is  necessary  that  the  government  take  its  hands  off  this 
situation.  In  other  words,  the  so-called  disputes  now  pending  before 
the  Railroad  Labor  Board  are  not  bona  fide  disputes,  of  the  character 
which  Congress  intended  should  be  the  basis  for  the  action  of  that 
board.  It  will  not  remedy  any  situation  now  existing  for  this  board 
to  enter  either  a  blanket  order  or  an  elaborate  detailed  schedule,  fix- 
ing wages  to  be  accepted  by  the  carriers  and  the  men  for  use  through- 
out the  country  or  on  the  lines  of  most  of  the  principal  carriers. 

Railroad  Wages  Too  High. 

Th>>  National  Industrial  Traffic  League  submits  that  evidence 
adduced  before  the  Interstate  Commerce  Commission,  in  the  general 
rate  inquiry  there  pending,  indicates  that  in  various  parts  of  the  coun- 
try, various  classes  of  railroad  employes  are  now  receiving  wages 
substantially  greater  than  paid  for  similar  classes  of  labor  in  other 
industries  In  the  same  sections. 

In  view  of  the  fact  that  the  Railroad  Labor  Board  in  March,  1921, 
refused  to  permit  The  National  Industrial  Traffic  League  to  inter- 
vene in  case  No.  101-1,  In  the  Matter  of  Wages  and  Working  Con- 
ditions, then  pending  before  said  board,  and  in  view  of  the  dilatory 
tactics  of  the  parties  to  nroceedings  before  this  board  and  the  pro- 
tracted nature  of  its  hearings,  The  National  Industrial  Traffic  League 
has  not  undertaken  to  gather  elaborate  and  comprehensive  statistics 
of  wages  paid  various  classes  of  labor  for  service  comparable  to  that 
performed  by  similar  labor  on  the  railroads  throughout  the  country. 
But  from  such  statistics  as  have  been  available  to  the  league,  and 
from  sworn  testimony  received  by  the  Interstate  Commerce  Com- 
mission In  its  recent  hearings  in  the  General  Rate  Inquiry,  docket 
No.  13293,  hereinabove  referred  to.  it  clearly  appears  that,  in  various 
sections  of  the  United  States,  various  classes  of  railroad  employes 
are  now  receiving  wages  substantially  greater  than  paid  in  the  same 
sections  for  similar  classes  of  labor  in  other  industries-. 

We  do  not  contend  that  all  railroad  employes  are  receiving  wages 
that  are  greater  than  paid  by  industries  in  the  same  section  for  com- 
parable employment.  Indeed,  as  against  a  considerable  degree  of 
uniformity  in  the  wages  of  men  employed  by  particular  railroads, 
there  is  no  such  uniformity  in  the  wages  paid  by  industries  along  the 
lines  of  those  railroads.  For  example,  unskilled  labor  and  men  in 
the  different  trades  are  not  paid  the  same  wages  per  hour  in  Chi- 
cago and  Omaha,  and  in  the  different  smaller  cities  and  country 
Stations  along  the  line,  such  as  Dixon,  Illinois,  Clinton.  Boone.  Ames 
and  Des  Moines,  Iowa,  or  country  villages  too  numerous  and  in- 
dividually unimportant  for  designation.  The  cost  of  living  in  New 
York,  Harrisburg.  Pittsburgh,  Chicago,  and  in  Altoona,  Fort  Wayne. 
Plymouth,  Van  Wert.  Lima,  and  other  points,  is  not  the  same  and 
uniformity  of  wages  therefore  is  not  equitable  or  necessary. 

It  is  a  matter  of  common  public  knowledge  that  railroad  labor, 
in  many  Instances,  has  become  a  preferred  class,  receiving  wages 
out  of  harmony  to  those  paid  to  comparative  employment  in  com- 
mercial industries,  and  this  is  neither  right  nor  in  the  public  interest. 

Insists   on    Orderly    Hearings. 

The  National  Industrial  Traffic  League  submits  that  when  the 
Railroad  Labor  Board  fixes  wages  by  an  order  entered  otherwise 
than  after  public  hearing,  at  which  competent  testimony  is  offered. 
under  oath,  and  the  scope  of  the  hearing  confined  to  matters  material 
to  the  controversy,  it  infringes  the  right  of  the  public  to  receive  an 
intelligent,  unbiased  and  correct  expression  from  the  board  as  to  the 
merits  of  the  controversy. 

Section  307  of  the  Transportation  Act  provides  that  the  Railroad 
Labor  Board  shall  hear,  under  the  manner  therein  provided,  disputes 
between  the  carriers  and  their  employes,  and  decide  the  same  as  soon 
as  practicable.  This  section  contemplates  that  the  Railroad  Labor 
Board  shall  conduct  hearings  in  such  matters.  The  very  words  "hear 
and  decide"  as  used  in  said  section,  manifestly  contemplate  an  orderly 
and  complete  hearing  of  all  phases  of  the  matter  under  consideration 
with  a  formal  and  judicial  determination  thereof. 

The  National  Industrial  Traffic  League  is  informed,  and  by  at- 
tendance of  its  officers  at  certain  of  the  hearings  has  observed,  that 
the  practice  of  the  Railroad  Labor  Board,  is  not  to  put  under  oath 
witnesses  appearing  before  It  in  such  matters,  and  neither  to  limit  the 
statements,  or  so-called  testimony,  of  any  witness  or  representative 
of  the  carriers  or  of  the  employes  to  competent  testimony,  with  respect 
to  matters  within  the  knowledge  of  said  witness  or  representative,  or 
to  limit  the  statistics  received  and  facts  spread  of  record  to  matter 
that  is  material,  relevant,  or  competent,  according  to  ordinary  stand- 
ards for  judging  materiality,  relevancy,  and  competency,  commonly 
appli«d  by  the  Interstate  Commerce  Commission,  boards,  arbitrators, 
and  judicial  or  quasijudicial  tribunals. 

The  National  Industrial  Traffic  League  respectfully  insists  that 
the  practice  of  the  Railroad  Labor  Board  of  not  putting  any  and  all 
witnesses  under  oath,  and  limiting  their  testimony  to  matter  that  is 
reasonably  relevant,  material  and  competent,  is  prejudicial  to  the 
paramount  right  of  the  public,  as  the  silent  third  party  In  interest 
to  every  dispute  before  the  Railroad  Labor  Board,  to  receive  an  in- 
telligent, unbiased  and  correct  expression  by  said  board  as  to  the 
merits  of  each  controversy. 

The  National  Industrial  Traffic  League  does  not  suggest  that 
the  Railroad  Labor  Board  should  adopt  the  technical  rules  of  evidence 
and  practice  applied  in  courts  of  law;  but  respectfully  suggests  that 
the  Railroad  Labor  Board  should  conform  its  practice  to  that  com- 
monly employed  by  state  and  federal  bureaus  and  commissions — 
namely,  to  require  all  testimony  to  be  given  under  the  sanctity  of 
the  oath,  and  with  reasonable  formality  to  exclude  matter  clearly 
Incompetent,  Irrelevant  or  Immaterial. 

The  Interstate  Commerce  Commission  in  carrying  out  the  pro- 
visions of  the  Interstate  commerce  act.  administers  the  oath  to  all' 
witnesses,  even  though  they  be  distinguished  officers  of  the  govern- 
ment itself,  or  officers  of  the  Commission  Itself,  and  limits  the  testi- 


mony to  matters  concerning  which  the  witnesses  ai'i  n  .i.son.-ibly  quali- 
fied to  speak  of  their  own  knowledge  and  to  matters  that  are  relevant 
and  material.  The  result  is  that  decisions  and  orders  of  the  Inter- 
state Commerce  Commission  command  the  respect  to  which  they  are 
entitled,  by  the  very  fact  that  they  are  based  upon  facts,  adduced 
at  orderly  and  properly  regulated  hearings. 

In  occasional  cases,  in  which  the  Interstate  Commerce  Com- 
mission or  other  similar  tribunals  have  gone  outside  the  records  made 
in  such  manner,  the  courts  have  held  that  the  requirement  of  hearing 
in  the  statue  contemplates  the  privilege  to  all  parties  of  Introducing 
proper  testimony,  of  cross-examining  opposing  witnesses,  and  imposes 
the  duty  on  the  tribunal  of  deciding  in  accordance  with  the  farts 
proved.  Interstate  Commerce  Commission  vs.  Louisville  &  Nashville 
R.  R.  Co.,  227  U.  S.  88,  57  L.  ed.  431.  See. also  United  States  vs. 
Baltimore  &  Ohio  Southwestern  R.  R.  Co.,  226  U.  S.  14;  All.miir 
Coast  Line  R.  R.  vs.  Interstate  Commerce  Commission,  194  Fed.  Rep. 
449,  at  page  457;  Washington,  ex  rel.  Oregon  R.  &  N.  Co.  vs.  Falrchild, 
224  U.  S.  510. 

Asks  Discontinuance  of  Hearings. 

The  National  Industrial  Traffic  League  submits  that  the  board 
should  discontinue  the  present  so-called  hearing,  and,  if  disputes 
have  arisen  or  shall  arise,  requiring  action  by  the  board,  that  it 
shall  institute  hearings  properly  conducted,  in  accordance  with  statute. 

Your  petitioner  is  informed  and  believes  that  the  Railroad  Labor 
Board  encounters  much  pressure  from  counsel  for,  or  representatives 
of,  the  parties  of  record  to  the  so-called  disputes,  now  pending  before 
the  said  board,  to  receive  voluminous  statements  largely  of  incom- 
petent and  irrelevant  nature  from  theorists  and  persons  not  qualified 
to  present  to  the  board  facts  upon  which  it  might  properly  base 
findings  and  conclusions. 

Your  petitioner  desires  to  support  the  board  if  it  refuses  to 
permit  any  party  thereto  to  protract  these  hearings  in  such  manner. 

roar  petitioner  further  submits  that  the  hearings  already  had 
have  not  been  conducted  in  the  manner  contemplated  by  the  act,  and 
that  the  record  already  made  is  so  burdened  with  incompetent  and 
irrelevant  matter  that  the  hearings  ought  to  be  discontinued. 

Urges  Vacation    of  All   Wage   Decisions. 

The  National  Industrial  Traffic  League  submits  that  the  Rail- 
road Labor  Board  should  set  aside  any  and  all  orders  and  decisions 
now  outstanding,  which  purport  to  fix  wages  of  railroad  employes, 
and  leave  to  the  corporations  and  the  men,  the  question  of  readjusting 
their  wages,  to  meet  present  conditions,  subject  to  further  proceedings, 
if  and  when  any  disputes  with  relation  thereto,  may  be  brought  be- 
fore the  board,  In  the  manner  provided  by  the  statute. 

Wherefore,  your  petitioner  prays  that  it  may  be  made  a  party 
to  the  above  entitled  proceedings,  with  leave  to  participate  therein 
as  fully  as  circumstances  may  justify  and  require;  and  that  the  Rail- 
road Labor  Board  will  dismiss  the  said  proceedings,  without  the 
entry  of  any  decision  purporting  to  fix  or  establish  rates  of  pay, 
but  will,  on  the  other  hand,  vacate  any  and  all  decisions  heretofore 
entered  by  it  purporting  to  fix  or  establish  wages. 

Following  the  reading  of  the  petition,  Chairman  Hooper  an- 
nounced that  a  formal  order,  denying  the  League  prayer,  would 
be  entered  by  the  board. 


COURT  UPHOLDS  PENNSYLVANIA 

Upholding  the  position  of  the  Pennsylvania  railroad  in  all 
points  regarding  the  dispute  as  a  result  of  which  the  matter 
came  before  it,  but  holding  against  the  railroad  on  the  question 
of  the  constitutionality  of  title  3  of  the  transportation  act,  the 
district  court  for  the  northern  district  of  Illinois,  eastern 
division,  in  an  opinion  by  Judge  George  T.  Page,  delivered,  April 
22,  denied  the  motion  of  the  Labor  Board  to  dismiss  the  petition 
of  the  Pennsylvania  to  make  permanent  the  temporary  injunc- 
tion restraining  the  board  from  finding  the  carrier  in  violation 
of  decision  No.  218  of  the  board. 

The  court  indicated  that  it  would  grant  the  request  to  make 
the  injunction  permanent  because  it  did  not  deem  interference 
with  the  appointment  or  method  of  election  of  conferees  one  of 
the  functions  of  the  board.  The  Pennsylvania,  in  July,  1921, 
held  an  election  on  the  various  divisions  of  its  lines,  in  which 
delegates  were  elected  by  the  workers  with  whom  the  road 
later  negotiated  rules.  The  shop  craft  federation  of  the  Penn- 
sylvania objected,  because  the  ballots  provided  by  the  carrier 
carried  no  provision  for  the  selection  of  an  organization  as  a 
representative  in  addition  to  the  provisions  for  the  election  of 
individuals.  The  matter  was  brought  before  the  board  by  the 
union  and  the  board  ruled  that  a  new  election  should  be  held, 
on  ballots  which  provided  for  the  election  of  both  individuals 
and  organizations.  The  Pennsylvania  refused  to  comply  with 
that  decision,  was  cited  by  the  board,  and  later,  when  it  became 
apparent  that  it  would  be  found  in  violation  of  the  decision 
under  section  313  of  the  transportation  act,  applied  for  and  ob- 
tained a  temporary  injunction  in  the  district  court,  for  the  mak- 
ing permanent  of  which  they  prayed  in  the  bill  upon  which  the 
opinion  was  delivered. 

The  court  found  that  the  matter  had  not  been  brought  be- 
fore the  board  in  a  legal  manner,  because  the  dispute  was  one 
over  which  it  had  jurisdiction  under  section  301,  which  section 
did  not  provide  for  the  entertainment  of  disputes  by  the  board 
on  the  application  of  only  one  of  the  parties.  The  contention  of 
the  board  that  the  district  court  had  no  power  to  review  its 
findings  was  waived  aside  by  the  court  by  a  citation  of  the 
language  in  the  act  to  regulate  commerce,  which  it  said  was 
almost  identical  with  the  language  of  title  3.  but  which,  never- 
theless, was  held  by  the  supreme  court  to  allow  suits  against 
the  Interstate  Commerce  Commission. 

In  the  opinion  of  the  court,  the  powers  conferred  by  tin' 
transportation  act  to  the  Labor  Board  were  advisory  only.  The 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  Houie  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

9M.OM  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  CALVE8TON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Account*  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


FirmlFinancial 
Foundation 

In  selecting  your  freight  forwarder  it  is 
particularly  necessary  for  you  to  demand  the 
strongest  financial  standing  in  your  choice. 
Can  you  afford  to  entrust  your  goods  to  any 
but  the  most  reliable  ? 

The  House  of  Andrews,  established  in 
1884,  enjoys  a  financial  prestige  second  to  none. 

We  invite  your  request  for  references. 
Send  for  our  bookU-t  "What  We  Do  and  How 
We  Do  It." 

1884 


D.  C.  ANDREWS  &  CO.,  Inc. 

27-29  Water  Street,  New  York 


Boston  Office 
44  Broad  Street 


Philadelphia  Office 
788  Drexel  Building 


Make  this  Mammoth  Plant 

YOUR  CHICAGO  WAREHOUSE 

Downtown,  readily  acceMibla  to 
your  Chicago  trade.  Superior 
facilities  for  prompt  out-of-town 
shipments  without  cartage 

BETTER    INVESTIGATE 


The    largest    public    warehousing 
unit  west  of  the  Atlantic  Seaboard 

WESTERN 

WAREHOUSING     COMPANY 

Polk  Street  Terminal.  Pennsylvania  System 

CHICAGO 

-Al  Ih.  E4r»  •<  ih.  IW     WILSON  V.  LITTLE.  Sup!. 


San  Francisco  Warehouse  Co., 


We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


"In  the  Heart  of  The 
Central  Manufacturing 
District  of  Chicago" 

Phone  Lafayette  7500 


MERCHANTS' WAREHOUSE  fr  DISTRIBUTING 


36th  and  Iron  Streets,  Chicago,  Illinois 

Unexcelled  Warehousing  Facilities 

We  offer  the  manufacturer  and  shipper  the  finest  warehousing  and 
•hipping  service  In  the  Central  Writ.  Our  location  auure*  you  the  belt 
transportation  facilities.  Our  modern,  fireproof  building  affords  maxi- 
mum protection  against  flre.  A  very  low  rate  of  insurance,  carried  by 
a  reliable  Stock  Company,  is  another  advantage. 

Chicago  Junction  Railroad,  connecting  with  all  railroads  entering 
Chicago,  servei  our  institution.  Connection  is  made  with  one  of  the  best 
Package  Car  Systems  in  operation,  reaching  all  important  cities.  Our 
location  on  bank  of  Chicago  River  permit*  largest  lake  Meamers  to 
dock  at  our  warehouse.  This  dock  is  also  served  by  Chicago  Steamship 
Line*  and  Merchants'  Lighterage  Co. 

We  invite  your  personal  inspection  of  our  excellent  facilities  for 
the  receiving,  storage  and  shipping  of  merchandise.  Write,  wire  or 
phone  for  further  Information.  We  would  be  pleased  to  give  you 
full  particulars  about  our  service,  which  assures  the  greatest  possible 
co-operation  with  the  shipper. 
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law  it  said,  contained  no  provision   that   the  decisions   of  the 
board  shall  be  final. 

With  respect  to  constitutionality,  the  court  said  it  could  see 
no  difference  in  the  regulatory  power  sustained  in  operation 
under  the  interstate  commerce  act  for  more  than  40  years  and 
the  power  to  ascertain  just  and  reasonable  wages  and  working 
conditions  as  contemplated  in  title  3  of  the  transportation  act. 
The  opinion  was  as  follows: 

Title  III  creates  the  Labor  Board  and  other  boards,  and  also 
covers  the  subject  matter  or  "disputes  between  carriers  and  their 
employees." 

Congress,  by  the  act  of  June  18,  1910,  made  very  complete  pro- 
vision for  suits  against  the  Interstate  Commerce  Commission  (36 
Stats,  at  L.  p.  539),  yet  the  language  in  the  act  of  1887,  creating  the 
Commission,  was  quite  like  the  language  creating  the  Labor  Board, 
and  the  Supreme  Court,  in  1895,  said: 

"We  think  that  the  language  of  the  statute,  in  creating  the  Com- 
mission, and  in  providing  that  it  shall  be  lawful  for  the  Commission 
to  apply  by  petition  to  the  circuit  court  sitting  in  equity,  sufficiently 
implies  the  intention  of  Congress  to  create  a  body  corporate  with 
legal  capacity  to  be  a  party  plaintiff  or  defendant  in  the  federal 
courts."  (Texas  &  Pacific  Ry.  vs.  I.  C.  C.  162  U.  S.  197.  204.) 

In  my  opinion  the  Labor  Board  is  a  body  corporate,  subject  to 
the  jurisdiction  of  the  federal  courts,  and  may  sue  and  be  sued. 
This  does  not  mean,  however,  that  the  courts  have  any  general  au- 
thority over  the  exercise  of  a  discretion  vested  in  an  administrative 
body  or  officer  (C.  B.  &  Q.  R.  R.  Co.  vs.  McGuire.  219  U.  S.  569;  Ger- 
man Alliance  Ins.  Co.  vs.  Lewis,  233  U.  S.  389). 

Sections  301,  307,  208  and  313  have,  in  the  main,  been  made  the 
subject  of  attack  and  discussion. 

In  arriving  at  the  purpose  of  Congress  and  the  right  interpretation  . 
of  the  act.   it   will  be  helpful   to   look   briefly   at   previous   legislation, 
and  the  conditions  that  produced  such  legislation. 

In  1887,  the  regulation  of  common  carriers  in  their  relations  to  the 
public,  particularly  as  to  rates  and  service,  was  inaugurated  by  the 
passage  of  the  Interstate  Commerce  Commission  Act.  That  act  has 
been  extensively  amended  from  time  to  time,  and  title  IV  of  the 
transportation  act  consists  wholly  of  such  amendments.  At  other 
times,  Congress  has  legislated  upon  the  question  of  safety  appliances 
and  other  related  matters. 

In  1888,  189S  and  1913,  acts  were  passed  for  the  appointment  of 
boards  of  arbitration.  In  none  of  those  acts  was  there  any  com- 
pulsory submission  to  arbitration  or  mediation.  Those  acts  seem  to 
have  been  produced  by  conditions  in  the  relations  between  the  car- 
riers and  their  employees,  and  were  for  the  purpose  of  preventing  the 
interruption  of  business  and  consequent  inconvenience  and  loss  to 
the  public. 

The  exigencies  of  the  late  war  made  it  necessary  that  the  govern- 
ment should  take  over  the  operation  of  the  railroads  and  produced  the 
federal  control  act  in  1918.  The  termination  of  federal  control  is 
provided  for  in  title  II  of  the  transportation  act. 

Late  in  1916,  after  a  conference  for  the  purpose  of  adjusting  dis- 
putes between  the  carriers  and  their  employees  had  failed  and  steps 
were  being  taken  to  call  a  general  strike,  the  president  said  to  Con- 
gress that  there  were  no  resources  at  law  at  his  disposal  for  com- 
pulsory arbitration  to  prevent  commercial  disaster,  property  injury 
and  the  personal  suffering  of  all,  not  to  say  starvation,  which  would  be 
brought  to  many  among  the  vast  body  of  the  people  if  the  strike  was 
not  prevented,  and  asked  for  legislation.  Congress  responded  with 
the  Adamson  law. 

That  law  has  been  the  subject  of  wide  discussion,  and  it  is  not 
necessary  to  dwell  upon  it  here,  except  to  note  Ithat  Congress  there 
provided  for  an  eight-hour  day,  and  made  other,  provisions  that  re- 
sulted in  the  actual  raising  of  the  wages  of  the  ejSgJtoyees  of  carriers. 
The  supreme  court  sustained  that  act  in.  Wilsorf  vs;,  New.  243  U.  S 
332.  The  majority  opinion  was  presented  by  the  chief  justice.  Strong 
dissenting  opinions  were  written,  denying  the  constitutionality  of  I 

'Not  only  because  of  the  diversity  of  opinion  expressed  in  the 
New  case  but  because  of  its  wide  public  discussion,  Congress  mus 
have  had  clearly  before  it  the  question  as  to  the  conditions  under 
which  it  had  the  right,  if  at  all,  to  establish  machinery  by  which 
to  compel  the  compulsory  fixing  of  wages,  rules,  etc.,  as  between 
carriers  and  their  employees. 

I  am  of  opinion  that  when  Congress  framed  and  adopted  section 
301  it  did  so  with  the  deliberate  intention  of  imposing,  as  the  plain 
language  of  the  act  indicates,  the  duty  on  all  carriers  and  their 
officers,  employees  and  agents  to  exercise  every  reasonable  effort  ana 
adopt  every  available  means  to  avoid  any  interruption  of  the  business 
of  any  carrier  growing  out  of  any  dispute  between  the  carriers  and 
their  employees,  and  that  Congress  intended  that  all  such  disputes 
should  be  considered,  and,  if  possible,  decided  in  conference  solely 
between  a  carrier  and  representatives  of  its  employees  directly  inter- 
ested in  the  dispute,  and  that,  as  hereinafter  noted,  the  only  power 
given  to  the  Labor  Board  under  that  section  was  to  hear  and  decide 
a  dispute  which  the  conferees  provided  for  in  section  301  were 
unable  to  decide,  and  then  only  in  the  event  that  the  parties  jointly 
referred  the  matter  to  the  board. 

The  further  conclusion  is  inevitable  that  the  Labor  Board  was 
without  power  to  intervene  in  any  way  in  the  proceedings  contem- 
plated by  section  301  preceding  a  reference  to  it  jointly  by  the  parties, 
except  that  the  board  might  on  its  own  motion  suspend  the  operation 
of  a  decision  by  the  parties  if  it  was  of  the  opinion  that  such  decision 
as  to  salaries  and  wages  would  make  a  readjustment  of  the  rates  of 
any  carri.  i  n.  < -i -ssary,  and  thereupon  as  soon  as  practicable  affirm 
or  modify  such  suspended  decision  (Sec.  307b). 

It  is.  In  a  general  way,  claimed  that  the  board  has  the  right  to 
direct  or  control  the  method  of  selecting  the  representatives  of  the 
employees  under  section  301,  under  the  provisions  of  section  308  (4), 
which  is  as  follows: 

The  Labor  Board  "may  make  regulations  necessary  for  the  effi- 
cient execution  of  the  functions  vested  in  it  by  this  title." 

The  appointment  or  method  of  election  of  conferees  under  section 
301  was  not  one  of  the  functions  delegated  to  the  board,  and  therefore 
it  had  not  the  right  to  make  the  regulations  provided  for  in  decision 
No.  218  on  pages  8,  9  and  10.  I  am  of  opinion  that  the-  purpose  of 
section  301  was  to  leave  to  the  carrier  and  its  employees  full  liberty 
to  get  together  in  their  own  way. 

The  language  of  section  307  strongly  supports  my  conclusion  upon 
section  301,  because  section  307  makes  ample  provision  for  interven- 
tion on  the  part  of  the  Labor  Board  in  all  cases  arising  under  the  act 
where  the  carrier  and  the  employees  have  failed  to  compose  their 
difficulties  or  upon  such  failure  to  join  in  a  submission  to  the  Labor 
Board,  as  provided  in  section  301.  This  will  more  fully  appear  from 
the  following  discussion. 

No  adjustment  board  has  been  appointed:  therefore,  section  307 
may  be  read  without  consideration  of  the  provisions  therein  relating 


to  the  adjustment  board.  Such  a  reading  shows  that  the  Labor 
Board  shall  receive  for  hearing,  and  as  soon  as  practicable  and  with 
due  diligence  decide,  any  dispute  involving  grievances,  rules  or  work- 
Ing  conditions  which  is  not  decided  as  provided  in  section  301,  under 
the  following  circumstances: 

"Upon  the  application  of  the  chief  executive  of  any  carrier  or 
organization  of  employees  or  subordinate  officials  whose  members  are 
directly  interested  in  the  dispute;  .  . 

"Upon  a  written  petition  signed  by  not  less  than  100  unorganized 
employees  or  subordinate  officials  directly  interested  in  the  dispute; 

'  "Upon  the  Labor  Board's  own  motion  If  it  Is  of  the  opinion  that 
the  dispute  is  likely  substantially  to  interrupt  commerce.  ' 

The  meaning  of  that  language  is  too  plain  to  need  interpretation 
or  construction. 

Section  307  (b)  authorizes  the  intervention  of  the  Labor  Board  in 
precisely  the  same  manner  as  provided  in  section  307  (a)  for  the 
purpose  of  deciding  "all  disputes  with  respect  to  the  wages  or  salaries 
of  employees  or  subordinate  officials  of  carriers,  not  decided  as  pro- 
vided in  section  301." 

In  considering  the  intent  of  Congress  as  to  the  force  of  the  Labor 
Board's  decisions  as  to  other  matters  than  those  Jointly  submitted  to 
them  under  section  301,  there  are  two  views  pressing  upon  the  mind 
of  the  court  for  consideration: 

(1)  Do    the    provisions    of    the    act    authorize    the    Labor    Board 
merely  to  hear,  determine  and  publish  in  an  advisory  decision  that 
which  in  its  opinion  would  be  a  fair  and  just  wage,   or  what  would 
be  a  fair  and  just  solution  of  disputes  involving  grievances,  rules  or 
working  conditions?  or 

(2)  Does  the  act  authorize  the  Labor  Board  to  make  such  find- 
ings,  and  to  render  such   decisions  and  judgments   as  will   make   its 
determination  upon  those  questions  final  and  binding,  so  that  a  rule, 
determmed  to  be  a  fair  and  reasonable  rule  by  the  board,  shall  then 
after  be  a  governing  rule  between   the  parties,   and  so  that  a  wag< 
determined  to  be  a  fair  and  reasonable  wage  shall  thereafter  I 
wage   that  shall  be  paid  by  the  carrier,   and   that   shall   be  accepted 
by  the  employe,  and  that  may  be  recovered  in  the  courts? 

There  is  no  direct  provision  in  the  act  that  decisions  by  the  board 
shall  be  final  and  have  the  binding  force  of  decrees  to  be  performed 
Nor  is  there  any  provision  that  that  which  is  determined  to  be  a  Just 
and  reasonable  wage  or  rule  shall  thereafter  be  the  wage,  or  the  rule, 
as  between  the  carrier  and  its  employes  and  upon  which  either  may 
maintain  an  action  in  the  courts.  There  is  no  provision  for  the  en- 
forcement of  the  terms  of  the  decisions,  nor  any  penalties  for  their 
violation,  except  the  publication  provided  for  in  section  313,  ii 
may  be  considered  a  penalty. 

All  those  matters  seem  to  me  to  indicate  that  the  decisions  are 
only  advisory. 

On  the  other  hand,  section  307  (d)  provides  that: 

"All  decisions  of  the  Labor  Board  •  •  »  shall  establish  rates  of 
wages  and  salaries  and  standards  of  working  conditions  which  in  the 
opinion  of  the  board  are  just  and  reasonable." 

Nevertheless.  I  have  reached  the  conclusion  that  it  was  the  belief 
of  Congress  that  the  results  desired  by  the  legislation  could  be 
attained  through  the  force  of  public  opinion  and  that  that  public 
opinion  would  follow  the  publication  made  as  provided  in  sections 
307  (c)  and  313,  and  would  support  the  decisions  of  a  board,  composed 
of  men  each  of  whom  would  have  special  knowledge  of  the  difficulties 
within  and  the  necessites  of  the  group  that  he  was  chosen  to  repre- 
sent. I  am  further  of  the  opinion  that,  acting  upon  that  belief.  Con- 
gress provided  in  section  307  (d)  for  a  wide  and  searching  investiga- 
tion so  that  the  board  would  have  before  it  all  the  facts  necessary  to 
enable  it  to  reach  just  and  reasonable  decisions  upon  every  dispute. 

The  remaining,  and  of  course  fundamental,  question  in  this  case 
is  whether  or  not  the  act  is  within  the  constitutional  power  of  Con- 
gress to  regulate  commerce.  In  Gibbon  vs.  Ogden,  22  U.  S.  1,  Chief 
Justice  Marshal  said: 

"Commerce,  undoubtedly,  is  traffic,  but  it  is  something  more — it  is 
intercourse.  It  describes  the  commercial  intercourse  between  nations, 
*  *  *  and  is  regulated  by  prescribing  rules  for  carrying  on  that 
intercourse."  (p.  188.) 

After  an  extended  discussion,  the  court  further  said  (p.  195): 

"We  are  now  arrived  at  the  inquiry — what  is  this  power?  It  is 
the  power  to  regulate;  that  is,  to  prescribe  the  rule  by  which  com- 
merce is  to  be  governed.  This  power,  like  all  others  vested  in  Con- 
gress, is  complete  in  itself,  may  be  exercised  to  its  utmost  extent,  and 
acknowledges  no  limitations,  other  than  are  prescribed  in  the  con- 
stitution." 

Undoubtedly  some  character  of  intercourse  by  transportation  is 
involved  in  every  completed  commercial  transaction.  Boys  trading 
upon  the  playground  or  men  trading  in  the  market  places  make  and 
lay  the  basis  for  their  transactions  by  discussion  or  correspondence, 
but  the  commercial  transaction  must  somehow,  somewhere  be  com- 
pleted by  delivery.  It  may  be  the  mere  passage  of  the  commodity 
involved  in  the  trade  from  the  pocket  of  one  by  hand  to  the  hand  of 
another,  or  it  may  be  the  carrying  across  the  continent  of  bulky  com- 
modities involving  every  kind  and  character  of  handling  and  trans- 
portation devices  and  of  men  engaged  in  many  kinds  of  employment, 
but  whatever  be  the  character  of  the  transaction,  whether  it  is  great 
or  small,  the  instruments  of  intercourse  and  transportation  are  indis- 
pensable elements  in  every  commercial  transaction. 

The  commerce  dealt  with  in  the  act  in  question  involves  the  main 
transportation  systems  both  for  passengers  and  freight  for  the  people 
of  the  whole  United  States.  It  reaches,  touches  and  carries  for  every 
city,  village  and  town  and  is  the  instrument  by  which  food,  clothing 
and  fuel  and  every  other  commodity  of  commerce  is  carried  for  and 
between  the  people.  There  is  nothing  in  existence  that  could  be  sub- 
stituted for  it,  and  it  represents  the  growth  of  years.  If  its  operation 
were  to  be  discontinued  for  even  a  short  space  of  time  the  loss  and 
hardships  necessarily  consequent  thereon  would  be  almost  incalcu- 
lable; and  if  it  were  discontinued  for  any  considerable  length  of  time 
the  whole  fabric  of  the  nation's  commerce  and  the  foundations  of  our 
manufactures,  which  are  the  basis  of  the  great  growth  and  develop- 
ment of  our  country  and  of  our  business  prosperity,  would  be  almost 
irretrievably  wrecked. 

Neither  bigness  nor  emergency  can  bestow  or  add  to  the  consti- 
tutional power  to  regulate  commerce,  and  I  have  set  out  the  matters 
immediately  foregoing  for  the  sole  purpose  of  illustrating  the  large 
place  which  the  agreements  and  disagreements  between  carriers  and 
their  employes  occupy  in  the  transportation  element  of  interstate  com- 
merce, and  how  inadequate  must  be  the  regulation  if  Congress  does 
not  have  the  power  to  control  such  agreements  and  disagreements. 

It  is  of  the  fundamentals  of  a  common  carrier  system  that  it  shall 
be  as  efficient  as  the  conditionis  in  business  will  permit,  that  it  shall 
be  continuous,  that  it  shall  give  equal  service  to  all  of  the  people  upon 
equal  terms,  that  it  shall  have  fair  and  reasonable  compensation  for 
the  services  rendered. 

I  can  see  no  difference  in  character  between  those  regulatory 
powers  sustained  and  in  operation  under  the  interstate  commerce  act 
for  more  than  forty  years  and  the  power  to  ascertain  just  and  reason- 
able wages  and  working  conditions  as  contemplated  in  title  III  of  the 
transportation  act.  If  the  power  to  regulate  commerce  is  a  power  to 
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THREE  STAR  LINE 

(Sit.  \et  Aflnkeura  Riunii) 

REGULAR   FREIGHT  SERVICE 

BETWEEN 

NEW  YORK  and  PHILADELPHIA 

AND 

MARSEILLES,    SPAIN,    GENOA,    NORTH  AFRICA 

Through    Billj  of  Lad  mi  for  all  port*  of  Spain.  Morocco.   Algrru. 
Tunisia.  Crtte.  Nice  and  Near  Eajt. 

General  OrrVcee:  t»  Bride*  Street,  Ne«  York 
Ckfcaao  Airnt :  M.  E.  Kknapprl.  IK  W«t  Adam*  Street 

Philadelphia  Arrau.  Mn»n  Wnrnbrn  k  Co..  MS  Walnut  St 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


•ALTIMORI 


PH1LADCLPHIA 
rORTLAND.  ME. 


QUCCNSTOWN 

PLYMOUTH 

LONDON 

LONDONDCRRY 

CHERBOURG 


ANTWERP 
HAMBURG 
MEDITERRA 


BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  mnd  ft  par  I  Frtlfnl  Sklpmmnti  Solicit  *J 

COMPANY'S  OFFICES.  Cmmum  Balldlai.  CHICAGO 

S.  W.  COT.  Dearborn  and  Randolph  Sta.  Telephone  Contra!  1OM 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mitiinippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

Hamburg  and  Bremen 

W«   5o/icif   G.n.ra/  Cmrgo 

I  IVERPOOL  and  MANCHESTER 
A-l  STEAMK.K.  SalllnU  from  Mobile  April  29th 

I  l\  KRPOOL  and  CARDIFF 
COAMOM A  COUNTY,  Sailing  from  Pen,acola 

about  April  12th 

I  IXr.KPOOI.  and    HH  h  \S| 
I  \s  I  r  UN   si  \  ,,r  Sub..  Sailing  from  Mobile  May  15th 

I  IVERPOOL  and  GREENOCK 

M  MDl  \  (  10  t  K  .,r  Sub..  Sailing  from  Mobile  May  34)th 

LONDON  and  HULL 
FFFivru AM    \  Sailing  from  Mobile  April  12th 

1     /   Sailing  from  Pentacola  April   15th 

LONDON  and  POKIsMolTH 
Ull  DWOOD  or  Sub..  Sailing  from  Mobile  about  April  2Sth 

LONDON    anil    \r.\\C\S  I  I  I     ON     n  M 
M  01  NUKI  \  ..rStih..  Sailing  from  Mobile  about  May  28th 

BREMEN  and  FALMOUTH 
( .1   \\ARACK  or  Sub.,  Sailing  from  Mobile  May  JOth 

Waterman   Steamship   Corporation 

MOBILE,  ALABAMA 
Our  5«rcto«  Bached  by  II  Ytmrt'  Experience 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via  PANAMA  CANAL, 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

C.llinf  at  Norfolk,  V«. ;  Corinto,  Nicaragua,  La  Libertad,  Salvador; 

San  Jose  de  Guatemala  and  Manxanillo 

S.S.  ECUADOR  tail*  from  N*w  York  May  20th 

S.S.  VENEZUELA  tail*  from  San  Franciico  May  10th 

Sailing*  about  e»ery  17  d.ym  thereafter 
AJI  New  York  Sailing,  from  Pier  33.   Atlantic  Terminal.  Brooklyn 

PANAMA  SERVICE 

let  ..en  Saa  Fraadata,  U,  Anj.le.,  Meuee.  Central  America  >nd  Canal  Zene. 

S.S.  NEWfORT  tail*  from  San  Franciico  May  tth 

and  Sailinre  about  every  U  dajra  thereafter 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanover  Square.  New  York  SOI  California  St.,  San  Frervcleco 
SO3  So.  Spring  St..  Alexandria  Hotel,    Loa  Anrele. 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

SM  Frandaoo  to  Honolulu,  Yokohama,   Kobe,  Shan(Kal. 
Manila.  Honvkonf 

Paucnnr  and  Freight  Sailing*  by  New  and  Luxurious  U.  S. 

Shipping  Board  Linen: 

S.S.  Hoosier  State  sails  .  .  .  May  13th 
S.S.  Golden  State  sails  .  .  .  June  3rd 
S.S.  Empire  State  sails  .  .  .  June  24th 

and   approximately  every   21   day*   thereafter. 

San  franc  isco-M  ANILA-Hongkonu  Service  via  Honolulu 

5.5.   Creole  State      ......         May  4th 

S.S.    Wolverine  State     .....        June  lit 

and  every  35  dave  thereafter 

i««n«ef  l»  mnjfrom  p»4n  Im  Wyonefp 


Far  rakei  aad  otber  iaforauboB  apply  to  any  railroad  or  lourut  Ijilij.  er  U 

PACIFIC  MAIL  STEAMSHIP  CO. 

BM  CaJUorrUa  St.,  San  Frandaoo  10  Hanoew  Squara,  N.  Y. 

M  So.  Sprint  St..  Alexandria  Hotel,   Loe  An(alee 
__  Manaiatnr  Va-ot,,  U.  S.  Snipoin      ' 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego.  Los  Angeles  Harbor,  San  Francisco, 

Portland.  Tacoma.  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "ELDORADO,"  From  the  Gulf,  about  May  4th 

SS-NYANZA, May  9th 

SS   "DELCO,"  " •       May  20th 

A-I  Steamer  Late  May 

SS  "HOBOKEN,"  From  the  Pacific  Coa.t,  Early  May 

SS  "REDHOOK, "       Late  May 

SS  "ELDORADO, «         "  "       Early  June 

Ratn  Quoted,  bookioci  and  otber  information  fuiniebed  upoej 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

Steeleatd 


mam.  SWAYNE  *  HOYT.  In. 

•.Taava  UOSaneonv.  St. 

Sen  FrarMiaoo.   Calkf . 


M  Broed  •*. 

hU.  York  CJ«r 
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prescribe  mips  hy  which  commerce  ts  to  he  governed,  theifffongress 
must  have  the  power  in  prescribe  e\-ei.\  regulatory  or  governing 
measure  necessary  to  kc<  •]•  tin-  ciimincrei-  of  this  country  irlive  ami 
the  common  carriers  (joint,-  concerns. 

If  the  common  carrier  s\  stem  of  this  country  may  lawfully  he 
stopped  for  one  hour  by  the  carrier  or  b\  tin-  employes,  organized  or 
unorganized,  not  by  reason  of  any  necessity  in  the  business  of  com- 
mon carrying,  but  because  either  party  wills  it,  or  through  the  dis- 
agreement of  the  parties,  then  it  may  be  stopped  for  the  same  reason 
or  for  no  reason  at  all  for  an  indefinite  time  or  perpetually,  and  the 
constitutional  power  of  Congress  would  lie  .-us  impotent  and  useless  as 
a  dead  hand  upon  the  ship's  rudder  in  a  storm. 

In  the  case  of  Wilson  vs.  New.  2-13  1'.  S.  M2.  the  constitutionality 
of  the  Adamson  act  was  challenged  by  some  of  the  dissenting  justices 
upon  the  ground  that  it  violated  the  fifth  amendment,  first,  because 
an  attempt  to  fix  any  wage  is  in  violation  of  the  right  of  private  con- 
tract, and  second,  that  the  provision  in  the  Adamson  act  that  only  an 
eight-hours'  service  by  an  employe  should  be  given  for  ten  hours' 
pay  was  in  violation  of  the  inhibition  in  the  constitution  against  tak- 
ing property  without  due  process  of  law.  The  argument  there  was 
that  the  act,  without  any  Investigation  on  the  part  of  Congress  or 
under  its  authority  as  to  the  conditions  of  pay  and  employment  in  the 
carrying  trade,  wrongfully  and  arbitrarily  gave  to  the  employes  some 
$600,000  of  the  carriers'  money.  The  method  that  was  there  asserted 
to  have  been  an  arbitrary  exercise  of  power  is  not  present  in  this  case. 
The  act  here,  on  the  contrary,  makes  very  careful  provision,  as  here- 
inbefore shown,  for  the  selection  of  a  well  qualified  board,  prescribes  a 
wide  Held  of  investigation  and  a  careful  consideration  of  every  element 
Involved,  to  the  end  that  conclusions  may  and  shall  be  reached  by 
the  Labor  Board  which  shall  be  Just  and  reasonable. 

Upon  the  question  of  the  right  to  prescribe  compulsory  arbitration 
or  to  fix  wages,  the  majority  opinion  of  the  court  in  the  case  of 
Wilson  vs.  New,  supra,  determines  that  question,  supports  the  power 
exercised  by  Congress,  and  consequently  sustains  the  constitutionality 
of  the  act. 

There  is,  and  can  be,  no  conflict  between  the  fifth  amendment  and 
the  commerce  regulation  clause  of  the  constitution  because  whenever 
men  and  property  enter  Into  and  become  a  part  of  an  interstate  com- 
mon carrier  system,  they  so  far  lose  their  private  character  that  thev 
become  wholly  subject  to  all  reasonable  regulatory  measures  prescribed 
by  Congress. 

At  the  request  of  ^Attorney -General  Dougherty  and  Solicitor 
General  J.  M.  Beck,  Judge  Page  has  agreed  to  postpone  the 
issuance  of  an  order  in  the  case  of  the  Pennsylvania  vs.  U.  S. 
Railroad  Labor  Board,  until  conference  between  members  <>!' 
the  Labor -Board  and -the  Department  of  Justice  can  be  had. 
It  was  announced  at  the  board  offices,  April  27,  that  Chairman 
Hooper  and  ex-Chairman  Barton  would  go  to  Washington, 
May  1,  to  acquire  the  Attorney-General's  point  of  view.  Chair- 
man Hooper  intimated  strongly  that  it  was  the  view  of  the 
board  and  the  Department  of  Justice  that  the  mater  should  be 
brought  to  the  Supreme  Court  as  soon  as  possible,  since  the 
operation  of  the  board  will  be  greatly  hampered  until  a  final 
ruling  is  had. 


BOARD  ORDER  ENFORCED  BY  COURT 

That  there  is  far  from  a  unanimity  of  judicial  opinion  on 
the  meaning  of  title  3,  of  the  transportation  act,  was  indicated 
by  an  opinion,  written  by  Judge  Ethridge,  of  the  supreme  court 
of  Mississippi,  handed  down  this  week,  in  which  the  finding  of 
the  circuit  court,  that  a  laborer  was  not  entitled  to  recover  a 
difference  in  wages  between  that  received  from  a  railroad  and 
that  prescribed  by  the  Labor  Board  as  just  and  reasonable,  was 
reversed. 

The  complainant  in  the  circuit  courts  case  was  a  section 
laborer,  who  alleged  that,  between  January  1  and  June  30,  1921, 
during  which  period  the  reasonable  wage  for  that  class  of  work 
was  set  by  the  board  at  36.5  cents  an  hour,  he  had  received  only 
20  cento  an  hour  from  the  New  Orleatts  Great  Northern  Rail- 
road. He  sought  to  have  the  court  order  the  carrier  to  pay  him 
?239.08,  which  he  claimed  was  "past  due,  unpaid,  and  which  the 
carrier  refused  to  pay." 

After  dismissal  by  the  lower  court  the  state  supreme  court 
was  called  on  to  review  the  case  on  demurrer.  In  passing  on 
the  carrier's  contention  that  the  matter  was  one  for  the  board 
to  decide  rather  than  the  court,  the  court  held  that  the  board 
had  passed  on  the  question  when  it  adjudged  the  36%-cent  pay 
rate  reasonable.  It  also  held  that  acceptance  by  the  complain- 
ant  of  a  20-cent  wage  during  the  six  months  did  not  "per  se, 
waive  the  right  to  demand  the  balance  due,"  as  contended  by  the 
carrier. 

As  the  Mississippi  high  court  read  the  law,  the  powers  con- 
ferred on  the  board  by  the  transportation  act  were  sufficient  to 
allow  it  to  fix  wages  and,  therefore,  the  findings  of  the  board 
had  the  effect  of  awards.  On  that  point,  and  in  answer  to  the 
railroad's  contention,  that  the  order  of  the  board,  fixing  wages 
of  track  labor  at  the  36%-cent  level,  was  depriving  it  of  property 
and  the  right  to  contract  with  its  employes,  the  court  said: 

It  will  be  seen  from  this  act  that  the  board  is  given  power  to 
establish  rates  of  wages  and  salaries  in  cases  therein  provided  for. 
The  purpose  of  the  act  is  to  establish  a  legal  tribunal  with  powers 
to  fix  the  rate  of  wage-between  carriers  and  their  employes  and 
subordinate  officials,  when  they  cannot  be  settled  by  agreement,  to  the 
end  that  commerce  may  not  be  interrupted.  In  our  view  the  act 
creates  a  system  of  compulsory  arbitration  with  notice  to  the  parties 
and  a  right  to  produce  evidence,  and  the  finding  of  the  board  in  the 
cases  provided  for  in  the  act  'has  the  effect  of  an  award.  The  purpose 
of  Congress  was  to  prevent  the  possibility  pf  tieing  up  the  transporta- 
tion of  the  country  during  disputes,  as  has  been  done  heretofore  in 
numerous  cases,  and  has  been  threatened  in  cases  of  such  magnitude 
as  to  seriously  jeopardize  the  business  and  welfare  of  the  country. 
The  living  and  business  conditions  of  the  great  public  are  dependent 
upon  the  carriers  for  the  transportation  of  the  necessaries  of  li 
well  as  ordinary  articles  of  utility.  The  leprnl  effect  of  the  at3tion 


of  the  board  is  to  Il.x,  for  the  time  being  (a  temporarj  period),  the 
wages  and  salaries  of  the  employes,  until  the  parties  can  agree  upon 
such  wages  or  salaries,  or  can  make  other  arrangements  with  otner 
men  for  the  carrying  on  of  the  business  of  the  carrier.  It  has  the 
effect,  in  our  opinion,  of  giving  a  right  of  action  against  the  carrier 
by  I  he  employe  or  official,  for  the  salary  so  fixed,  under  the  provisions 
of  the  act,  if  services  are  performed  thereunder,  and  the  courts  are 
open  for  the  enforcement  of  this  obligation.  The  courts  are  open  to 
the  carriers  also.  Of  course,  it  is  within  the  powers  of  Congress  to 
fix  the  conditions  upon  which  suits  could  be  brought,  or  the  courts  in 
which  the  obligation  could  be  enforced.  But  Congress  having  desig- 
iiated  no  tribunal  to  take  cognizance  of  the  matter,  any  court  having 
jurisdiction  of  the  parties  and  subject-matter  may  enforce  the  obliga- 
tion, as  in  the  case  of  any  other  money  obligation  or  contractual  right. 

The  state  supreme  court  held  title  3  constitutional  "with- 
out elaborate  discussion,"  on  the  strength  of  the  decision  of  the 
United  States  Supreme  Court  in  the  case  of  Wilson  vs.  New, 
the  so-called  Adamson  law  case. 


BOARD  TAKES  OVER  M.  K.  &  T.  DISPUTE 

The  power  of  the  Labor  Board,  under  section  307  of  the 
transportation  act,  to  assume  jurisdiction  on  its  own  motion, 
over  disputes  regarding  grievances  that  seem  likely  to  inter- 
rupt commerce,  was  invoked,  April  27,  when  the  board  dis- 
patched a  telegram  to  the  management  of  the  Missouri,  Kansas 
&  Texas  Railroad,  and  to  the  officers  of  the  shop  craft  federa- 
tion on  that  line,  announcing  that  it  had  taken  over  the  matter 
of  contracting  for  equipment  repairs  in  outside  shops  on  that 
line,  because  of  strike  threats  made  by  the  workers.  A  hearing 
is  to  be  held  May  4. 

Disputes  over  the  same  question  on  other  roads,  hearings 
in  which  have  already  been  held,  will  be  decided  soon,  it  was 
learned.  The  custom  of  the  board  to  withhold  action  on  impor- 
tant questions  until  full  membership  is  present,  has  led  to  the 
inference  that  the  return  of  Albert  Phillips,  labor  member  of 
the  board,  to  Chicago,  will  be  the  signal  for  immediate  action. 
Mr.  Phillips  reassumes  his  duties  April  29. 

The  action  of  the  board  in  taking  over  the  M.  K.  &  T. 
dispute  assumes  added  significance  when  viewed  in  connection 
with  the  determination  of  the  shop  crafts,  recently  arrived  at, 
to  take  a  strike  vote.  In  a  statement  made  at  the  time  the 
proposal  to  take  that  vote  was  announced,  B.  M.  Jewell,  presi- 
dent of  the  railway  employes'  department  of  the  A.  F.  of  L., 
said  his  men  had  been  swayed  by  the  impunity  with  which 
railroads  were  defying  the  board's  rulings.  It  is  known  that  the 
unions  have  always  considered  the  contracting  of  work  by  rail- 
roads as  an  evasion  of  such  rulings,  and  the  word  of  the  board 
in  the  matter  may  have  some  bearing  on  the  vote. 

It  was  said  that  the  reason  why  the  board  had  not  taken 
over  the  dispute  regarding  contract  work  on  the  Western  Mary- 
land, shop  workers  of  which  have  been  on  strike  for  two  weeks, 
was  because  the  strike  occurred  before  the  matter  was  brought 
to  the  attention  of  the  board.  The  telegram  to  the  officials  of 
the  M.  K.  &  T.  and  the  labor  leaders  was  as  follows: 

Credible  information  having  come  to  the  board  that  a  dispute 
exists  between  the  M.  K.  and  T.  road  and  its  shop  craft  employes, 
growing  out  of  the  alleged  contracting  by  said  carrier  of  its  work  in 
certain  shops,  the  discharge  of  a  large  number  of  its  employes  and 
the  placing  of  certain  of  its  shop  work  on  a  piece-work  basis,  which 
action  of  the  carrier,  the  employes  contend  is  a  violation  of  the  law 
and  the  decisions  of  the  Railroad  I,abor  Board,  but  which  the  carrier 
contends  is  legal  and  not  in  violation  of  the  rights  of  employes;  and 
it  appearing  to  the  board  that  said  dispute  is  likely  substantially 
to  interrupt  commerce,  and  it  further  appearing  that  disputes  involv- 
ing this  same  question  are  now  pending  before  the  board  and  will 
be  decided  at  an  early  date,  the  Railroad  Labor  Board,  therefore, 
assumes  jurisdiction  of  said  dispute  and  sets  same  for  hearing  May 
4,  at  10  a.  m.  This  action  must  not  be  construed  as  indicative  of 
the  board's  position  on  the  merits  of  this  or  similar  controversies  now 
pending  before  it.  The  parties  will  maintain  the  status  quo,  as  of 
the  date  prior  to  the  alleged  contract,  until  the  dispute  is  passed 
upon  the  board. 


HOOPER   ELECTED   LABOR   BOARD   HEAD 

Ben  W.  Hooper,  public  member  of  the  Labor  Board,  and 
former  governor  of  Tennessee,  was  unanimously  elected  chair- 
man of  the  Labor  Board,  to  succeed  R.  M.  Barton,  at  an  execu- 
tive session,  April  27.  Hooper  was  appointed  to  the  board  by 
President  Harding,  a  little  over  a  year  ago,  and  has  served 
as  vice  chairman  since  that  time.  He  was  succeeded  as  vice 
chairman  by  G.  Wallace  W.  Hanger,  public  member.  Mr.  Barton 
declined  the  position  after  two  years  of  incumbency  and  made 
the  motion  as  a  result  of  which  Hooper  became  chairman. 


HARDING   PERMITS   PHILLIPS  TO   REMAIN 
Official  announcement  has  been  made  at  the  White  House 
that  President  Harding  had  permitted  Albert  Phillips,  member 
of  the  Railroad  Labor  Board,  to  withdraw  his  resignation  which 
he  recently  submitted  on  account  of  illness. 


WAGE   STATISTICS  FOR  JANUARY 

The  Commission's  summary  of  wage  statistics  for  January, 
1922,  shows  a  decrease  of  85,137  in  the  number  of  employes, 
compared  with  December,  1921,  and  252,808  less  than  in  January, 
1921.  The  total  number  of  employes  in  January  was  1,552,014 
and  the  total  compensation  $205,178,639. 
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uShip  by  Water>y 

PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles,    San  Francisco 

Portland,   Astoria, 
Seattle  and  Tacoma 

Thru  bill*  of  Udinf  Inuij  to  San  Di.fo.  Oakland.  Stockton  and 

Sacramanto.  CaltfornUi  HawalUn  and  Far  EaM  Portt; 

Cray*  Harbor  and  Puf«l  Sound,  Waah. 

For  rate*.  Date*  of  SaUing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moor*  Street.  New  York  Tihtln..  »awfc«Craa.  TIM 


Baltimore.  Md. 

1*  South  Strvat 


PhiUdel 


Pittsburgh,  Pa. 
Olinr  BulUInf 


AaJ  al  aa>  aVawa  O«W..  la  Lai  tajtln.  Saa  Frt«iaca.  rtroaaJ.  Itattlt  taj  TacatM 


BALTIC  SCANDINAVIAN 

FAST  FREIGHT  SERVICE 


Tt  —  Copenhagen,  Riga,  Reval  and  Helsingfors 

Other  Baltic-Scandinavian  Port*  at  Cargo  Offers 
U.  S.  S.  B.  A-l    Steel   Steamers   Carrying  U.  S.  Mail 

FROM  PHILADELPHIA 
A  Steamer      ..........     May  ISth 

PROM  NEW  YORK 
S.  S.  Eastern  Coast   .......    April  29th 

A  Steamer    ..........     May  25th 

(Now  Receiving  Pier  **,  Brooklyn) 


Through  Bills  of  Lading  to  mil  Baltic  and 
Scandinavian  Ports 


Whin 


to  Bmllit-SrmnatirtmrtmK  forti  ta»c</> 


STEAMSHIP  COMPANYjHc 

2  STONE  S\.HX£.0ow//'ng Green  2953-d 


Philadelphia  Agents:  S.L.BURGESS  &  CO. 
928  LAFAYETTE  Bi.DG.to/n6an/ 2972 


World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  I.I\I  AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Button  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Galveston 


TO 


Brunswick 


London 
Liverpool 
Manchester 
Glasgow 


Avonmouth  Danzig 

Southampton  Gibraltar 

Antwerp  Genoa 

Hamburg  Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  Fattarolf ,  Freight  Traffic  Manager 

I.  0.  Rtth.  Ota.  Wtttan  FrtltM  Art.        T.  0.    Martlt.   N.   W.    Frolfht  Alt. 
7    Saetft    La   till.    Strati.  Mitrorolltin    Lift    Bulldlni. 

Chlratt.    llllt.lt.  Hlimtapolli.    Mint. 

'..    1.    HoCaat.il.    (tvtkwwtira    Fralikt    Aitnt. 
III!     Lturl    Straol.    St    Lull.    Mo. 


. 
.««  ..*««»  •>• 


Ttrtata.    ion    RenJ 


N<w 


Hlfctnil.    Bank    Bldi. 


Oamttaa.   Ctttoa    EicKajin   Hldg 
Norfolk.  Flatlna  Bldt. 

MoMlo. '  AU..   "Mtnm14LfB>tri!'*t' 
rtrtlaxd.     Mi..     I     India    ttrtrt. 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
IM  8.  Third  St. 

PHUb.r.-h 
1U7    Olir.r    Build, nt 

StTtnnah.   Ga. 
San.nah  Bank  *  Trwt  Bldf 

Lea   AicHta,   Cat 
427    Va»    NOTI    Bld«. 


Ntw    Yark 
41    Broadway 

CUraUnd 

141  The  Arcadt 

Oakland.    Cat. 

Parr   Terminal 

Portland,    Or*. 

Ml    Till*   a%   Tnut    Bldf. 


14*1    L.   C.   Smith   Bldf..   Brattle,   Waah. 
411   Ellleott  S«.   Bldf.,   Buffalo,   N.   T. 
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RATES  ON  PACKING  HOUSE  PRODUCTS 

Further  discussion  regarding  the  propriety  of  assessing 
a  commodity  rate  on  packing  house  products,  moving  from 
Ottumwa,  Iowa,  to  Memphis,  Tenn.,  between  November,  1913, 
and  June  25,  1918,  in  excess  of  the  fifth  class  rate,  took  place 
at  the  hearing  on  the  re-opened  case,  No.  9355,  John  Morrell 
&  Co.  vs.  C.  B.  &  Q.  et  al.,  before  Examiner  Gault,  in  Chicago. 
April  25.  The  rate  charged  up  to  the  time  the  Director  General 
made  a  25  per  cent  increase,  in  General  Order  28  was  31  cents. 
During  that  period  the  fifth-class  rate  was  29  cents,  but  in  their 
original  complaint,  the  Morrell  company  assailed  the  commodity 
rate  as  unreasonable  to  the  extent  that  it  exceeded  25.5  cents. 
By  a  supplemental  complaint  the  commodity  rate  of  39  cents 
subsequent  to  June  25,  1918,  was  alleged  unreasonable  to  the 
extent  that  it  exceeded  25.5  cents  plus  25  per  cent,  or  32  cents. 
The  class  rate  was  increased  to  36.5  cents  on  that  date,  and  the 
carriers  made  refund  to  that  basis  when  the  commodity  rate 
was  reduced  2%  cents,  in  March,  1919. 

The  complaint  was  dismissed  in  August,  1921,  (61  I.  C.  U, 
153-158),  the  Commission  holding  that  the  commodity  rates 
charged  were  not  unreasonable.  The  re-opening  was  asked 
by  the  complainants  for  the  purpose  of  introducing  new  evidence. 

The  discussion  at  the  Chicago  hearing  centered  around  the 
question  of  tariff  application.  The  complainants  contended  that 
under  the  tariffs  the  class  rates  should  have  been  applied  as 
maximum.  This  the  carriers  denied,  and  the  complainants 
countered  by  asserting  that  if  the  tariff  provided  for  the  applica- 
tion of  the  commodity  rate,  that  rate  was  unreasonable  per  se. 
Figures  and  exhibits  were  introduced  by  the  packing  company  in 
an  effort  to  induce  the  Commission  to  arrive  at  the  latter  con- 
clusion. 

MOVING  GEORGIA  PEACH  CROP 

Detailed  arrangements  for  the  movement  of  the  1922  Georgia 
peach  crop  to  the  markets  of  the  East  and  West  were  completed 
at  a  meeting  in  Atlanta'  last  week,  attended  by  over  100  repre- 
sentatives of  interested  railways,  the  Georgia  Fruit  Exchange, 
the  Fruit  Growers  Express,  and  the  Atlantic  Ice  and  Coal  Cor- 
poration. 

While  preliminary  estimates  of  the  Georgia  Fruit  Exchange 
indicate  that  the  crop  of  this  year  will  run  from  7,000  to  8,000 
cars,  the  Fruit  Growers  Express  will  be  prepared  to  furnish 
refrigerator  cars  to  handle  all  the  peaches  that  may  be  offered 
for  shipment  up  to  10,000  cars,  in  addition  to  2.500  cars  of  canta- 
loupes, and  there  will  be  plenty  of  ice  to  fill  the  bunkers  of 
every  car,  according  to  information  submited  to  the  meeting. 
The  Atlantic  Ice  now  has  90,000  tons  on  storage  and  in  the  last 
year  has  provided  additional  facilities  for  meeting  the  great 
demand  for  ice  during  the  peach  season,  including  a  plant  at 
Fort  Valley,  Ga. 

The  railroad  schedules  will  be  the  same  as  last  year  when 
ten  thousond  cars  were  moved,  no  change  in  them  being  asked 
by  the  growers.  As  in  previous  years,  peaches  from  South 
Georgia  will  be  concentrated  in  Atlanta  and  moved  in  solid 
train  lots  to  Potomac  Yards  and  Cincinnati. 

It  is  expected  that  the  first  car  will  move  about  May  20th, 
the  crop  being  about  two  weeks  later  than  last  year  when  it 
was  earlier  than  ever  before  known,  the  first  car  having  moved 
on  May  €. 

Assistant  General  Manager  G.  L.  Candler,  of  the  Central  of 
Georgia  Railway,  Savannah,  presided  at  the  meeting.  According 
to  statements  made  by  representatives  of  all  the  railways  that 
take  part  in  the  movement  of  the  Georgia  peach  crop,  they  are 
all  in  shape  to  give  the  best  of  service  in  handling  this  highly 
perishable  crop. 

Manager  J.  G.  Carlisle,  of  the  Georgia  Fruit  Exchange, 
represented  the  growers  at  the  meeting  and  expressed  his  satis- 
faction with  the  arrangements. 

COAL   PRODUCTION   REPORT 

"A  decrease  in  the  production  of  bituminous  coal  marked 
the  second  week  of  the  strike,"  the  Geological  Survey  said 
it  in  current  weekly  coal  report.  "Anthracite  production  as 
before  was  practically  zero.  Continuing,  the  survey  said: 

The  revised  figures  for  the  week  of  April  15  are  3,675,000  tons  of 
bituminous  coal  and  6,000  tons  of  anthracite,  a  total  for  all  coal  of 
3,681,000  tons.  In  the  second  week  of  the  1919  strike  the  production 
of  soft  coal  was  4,024,000  tons  and  of  anthracite  1,860,000  tons,  a  total 
for  all  coal  of  6,884,000  tons.  The  current  output  of  hard  coal  and 
and  soft  soal  combined  is  therefore  some  2,000,000  tons  short  of  that 
In  the  corresponding  period  of  the  1919  strike. 

Telegraphic  reports  for  the  present  week  (April  17-22)  indicate 
again  no  change  in  anthracite  and  a  further  decrease  in  the  output  of 
soft  coal.  From  the  following  table  of  cars  loaded  daily  it  will  be 
seen  that  the  observance  as  holidays  of  Easter  Monday  and  of  Tues- 
day, curtailed  production  sharply.  By  Thursday,  however,  daily  load- 
ings had  risen  to  11.040  carSj  about  the  same  as  on  the  corresponding 
day  of  the  two  weeks  preceding. 

'  FIRST  WEEK.  SIOCOND   WEEK.  .  THIRD   WEEK. 

April    3-8.  April   10-15.  April  17-20. 

Monday    11.445   Monday     10,772  Easter    Monday..   7,017 

Tuesday    .  ..11,019  Tuesday     10,658  Tuesday    9.967 

Wednesday    11,437  Wednesday    10,961   Wednesday    11.ii.Vi 

Thursday    11,090  Thursday    11.482  Thursday    11.040 

Friday    11,296   Good  Fridny   ....10.714 

Saturday    8.888  Saturday     8,501 


Lack  of  demand  remains  the  limiting  factor  in  most  of  the  non- 
union fields.  During  the  week  under  review  a  number  of  additional 
non-union  mines  were  closed  by  the  strike,  but  from  those  districts  as 
yet  unaffected  reports  of  no  market  continue  to  be  received.  The 
number  of  loaded  cars  unconsigned  at  the  mines  is  still  large,  though 
now  decreasing.  More  coal  could  be  produced  if  the  demand  increased. 

Consumption  is  being  met  largely  from  storage.  At  the  present 
rate  of  output  the  draft  upon  consumers'  stock  piles  is  not  less  than 
4,000.000  tons  a  week. 

When  the  strike  began  the  accumulation  at  the  mines  of  unbilled 
nirs  load. , I  with  coal  was  large.  Reports  from  the  principal  coal- 
carrying  roads  indicate  that  the  average  daily  number  of  coal  loads 
unconsigned  was  as  follows: 

Cars  Cars  Total 

Week   ended —  Bituminous  Anthracite  Cars 

March  4    14.126  1.548  15,674 

April    1    28,867  2,506  31,373 

April    8    30,730  2,815  33,545 

April    15    (preliminary)    26,790  1,655  28,745 

It  will  be  seen  that  the  number  of  unbilled  loads  of  soft  coal  is 
declining  slowly  and  that  the  unbilled  loads  of  anthracite  have  now 
been  reduri  <l  tn  ;il«mt  the  level  of  early  March.  For  the  week  ended 
April  15  this  unbilled  coal  already  hoisted  and  loaded  into  cars,  but 
for  which  the  carriers  had  received  no  shipping  instructions,  averaged 
over  1.300.000  tons  of  bituminous  coal  and  80  tons  of  anthracite. 

As  a  result  of  the  stoppage  of  production  the  movement  of  coal 
across  the  Hudson  has  decreased  sharply.  During  the  second  week  of 
the  strike  966  cars  of  anthracite  and  1,365  cars  of  bituminous  coal 
were  moved  through  the  rail  gateways  of  Harlem  River,  Maybrook, 
Rotterdam,  Mechanicsville,  Troy  and  Albany.  In  comparison  with  the 
week  immediately  preceding  the  strike,  this  was  a  decrease  of  2,440 
and  1,753  cars,  respectively. 

In  addition  to  the  shipments  given  in  the  accompanying  table.  6 
c'ars  of  anthracite  and  10  cars  of  soft  coal  were  forwarded  through 
Rouse's  Point  to  northern  New  England. 

Sh'mnents  of  coal  through  Hampton  Roads  increased  somewhat  in 
the  week  ended  April  15.  A  total  of  375,255  net  tons  was  handled, 
against  356,025  tons  in  the  week  preceding.  Of  the  total  dumpings, 
221,337  tons  were  consigned  to  New  England  and  59,252  tons  were  ex- 
ported. Foreign  bunker  coal  decreased  to  36,407  tons. 

The  following  table  pictures  the  tidewater  movement  during  the 
month  preceding  the  strike.  A  total  of  3,357,000  net  tons  was  dumped 
over  the  "iers  at  the  five  Atlantic  coal  ports.  Shipments  to  New 
England  totaled  1,384,000  tons.  Exports  were  only  255,000  tons. 

OPERATING   STATISTICS 

Freight  and  passenger  service  operating  statistics  of  class  I 
steam  roads  for  February,  issued  by  the  Bureau  of  Statistics 
of  the  Commission,  show  that  there  were  28,344,000,000  net  ton- 
miles  in  February  as  against  24,915,000,000  in  February.  1921. 

The  per  cent  of  unserviceable  locomotives  was  24.1,  as 
against  25.2  in  February,  1921;  the  per  cent  of  unserviceable 
freight  cars  was  14,  as  against  9.8  in  February,  1921;  car-miles 
per  car-day  averaged  23.2,  as  against  21.3  in  February,  1921. 
net  tons  per  loaded  car  averaged  28.2,  as  against  28.4  in  Feb- 
ruary, 1921.  Net  tons  of  coal  consumed  in  freight  road  service 
totaled  6,080,633,  as  against  5,797,400  in  February,  1921. 

Passenger-train  car-miles  totaled  250,599,000  in  February,  as 
against  261,635,000  in  February,  1921.  Net  tons  of  coal  consumed 
in  passenger  road  service  totaled  2,466,285,  as  against  2,579,948 
in  February,  1921. 


C.   &   O.   W.   BONDS 

The  Clinton  &  Oklahoma  Western  has  applied  to  the  Com- 
mission for  authority  to  issue  $900,000  of  first  and  second  mort- 
gage bonds  in  lieu  of  a  like  amount  of  first  mortgage  gold  bonds 
which  it  desires  to  cancel. 


E.  &  S.   F.  STOCK 

The  Eldorado  &  Santa  Fe  has  filed  an  application  with  the 
Commission  asking  authority  to  issue  $50,000  of  capital  stock  in 
500  shares  of  par  value  of  $100  each.  The  proceeds  will  be 
used  to  construct  lines  of  railroad  in  Kansas  which  the  company 
recently  asked  authority  to  build. 


C.  &  O.   EQUIPMENT  CERTIFICATES 

The  Chesapeake  &  Ohio  has  applied  to  the  Commission  for 
authority  to  issue  $7,635,000  of  5%  per  cent  equipment  trust 
certificates  to  be  used  in  connection  with  the  procurement  of 
rolling  stock  estimated  to  cost  $9,561,000.  The  company  pro- 
poses to  buy  5,250  freight  cars  of  various  types  and  68  passenger 
cars  of  various  types. 


PULLMAN    SURCHARGE    IN    W.   VA. 

The  West  Virginia  commission  has  issued  an  order  provid- 
ing that  after  April  30  no  surcharge  shall  be  imposed  for  space 
in  Pullman  or  sleeping  cars  in  intrastate  service.  This  com- 
mission granted  the  carriers  the  right  to  impose  the  surcharge 
and  the  increase  of  20  per  cent  in  passenger  fares  after  the  In- 
terstate Commerce  Commission  had  acted  in  Ex  Parte  74. 


WINSTON-SALEM   TERMINAL   STOCKS   AND   BONDS 

The  Winston-Salem  Terminal  Company  has  applied  to  the 
Commission  for  authority  to  issue  30  shares  of  capital  stock 
of  the  par  value  of  $100,  and  $700,000  of  first  mortgage  5  per 
cent  gold  bonds.  The  securities  will  be  used  to  provide  funds 
to  acquire  land  and  to  construct  thereon  and  equip  a  union 
passenger  station,  and  other  terminal  facilities,  for  use  in  han- 
dling the  passenger  traffic  of  the  Norfolk  &  Western,  Southern 
and  Winston-Salem  Southbound  railroads  at  Winston-Salem, 
N.  C.  The  company  wishes  to  sell  the  bonds  at  not  less  than 
87  per  cent  of  par.  The  stock  will  be  subscribed  for  by  the 
three  railroads  named. 
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Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  farther  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angejes. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Writ*  lor  UluilrtltJ  Boo*,  fort  Mmfi  mnj  Hmrror  Information 

Board    of    Harbor    Commissioners 

LOS  ANGELES,  U.  S.  A. 


PACIFIC  COAST  STORAGE 

The  PORT  OF  TACOMA  offers  storage  facilities 
on  its  PIER  ONE  for  the  assembling  of  shipments  of 
lumber,  steel  rails,  plates,  machinery  and  all  heavy  and 
bulky  cargo  at  low  rates  and  with  generous  free  time 
privileges. 

Ships  of  all  lines  call  at  this  dock. 

PORT  OF  TACOMA 

612  Tacoma  Bldg. 
Tacoma,  Washington 
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TELEPHONE   REVENUE 

The   Traffic    ll'orld    Washington   Bureau 

Operating  Income  of  telephone  companies  having  annual 
operating  revenues  in  excess  of  $250,000  amounted  to  $9,681,977 
in  February  as  compared  with  $8,102,831!  in  February,  1921,  an 
increase  of  $1,679,145  or  19.5  per  cent,  according  to  compilations 
by  the  Bureau  of  Statistics  to  the  Commission.  The  ratio  of 
expenses  to  revenues  was  70.38  per  cent  as  against  73.32  per  cent 
in  February,  1921. 

Operating  revenues  totaled  $45,542,018  in  February  as  against 
$41,621,317  in  February,  1921,  an  increase  of  $3,920,701,  or  9.4  per 
cent.  Expenses  totaled  $32,054,038  as  against  $30,518,021  in 
February,  1921,  an  increase  of  $1,536,017,  or  5  per  cent. 

The  number  of  company  stations  in  service  at  the  end  of 
February  was  9,876,694  as  against  9,405,079  at  the  end  of  Febru- 
ary, 1921,  an  increase  of  471,615  or  5  per  cent. 


INTERLOCKING  DIRECTORATES,  ETC. 

J.  W.  Oglesby,  Sr.,  was  permitted  to  retain  his  position  of 
Director  of  the  Georgia  Southern  &  Florida  Ry.  Co.,  in  addition 
to  positions  previously  authorized. 

William  H.  Williams  has  been  authorized  to  hold  office  with 
the  D.  &  H.  Co.,  Troy  Union  R.  R.t  C.  &  C.  V.  Ry.,  Hudson  & 
Manhattan  R.  R.,  and  various  other  roads  in  addition  to  posi- 
tions previously  granted. 

W.  A.  Chittenden  has  been  permitted  to  hold  office  as  Di- 
vision Superintendent  of  the  C.  B.  &  Q.  R.  R.  Co.  along  with 
Director  of  the  Hannibal  Union  Depot  Company. 

Various  officials  of  the  C.  B.  &  Q.  R.  R.  have  been  permitted 
to  hold  positions  with  other  roads  in  addition  to  many  office* 
previously  authorized.' 

The  Commission  has  authorized  Henry  Bruer  to  retain  his 
positions  of  Director  and  Member  of  Finance  of  the  C.  R.  I. 
&  P.  Ry.  and  Director  of  the  National  R.  R.  Co.  of  Mexico. 

John  H.  Weaver  was  authorized  to  hold  the  offices  of  Presi- 
dent and  Director  of  the  West  Virginia  Northern  R.  R.  Co.  and 
Director  and  Member  of  the  Executive  Committee  of  the  Cambria 
Indiana  R.  R. 

Andrew  Squire,  Wm.  B.  Sanders,  Wm.  C.  Boyle,  Wm.  M.  Dun- 
can, Clarence  E.  Sanders,  Robert  F.  Denison,  Harry  J.  Crawford, 
Harold  T.  Clark,  Thomas  M.  Kirby  and  Sterling  Newell,  com- 
posing the  firm  of  Squire,  Sanders  &  Dempsey,  have  been  au- 
thorized to  hold  various  positions  with  different  carriers  in  addi- 
tion to  positions  previously  authorized  by  the  Commission. 

In  addition  to  positions  previously  authorized,  T.  H.  Fitchett 
has  been  permitted  to  hold  office  of  Director  of  the  Maryland  & 
Pennsylvania  R.  R.  Co.  and  the  Maryland  &  Pennsylvania  Term- 
inal Ry.  Co. 

A.  R.  Baldwin  was  authorized  to  hold  the  position  of  direc- 
tor of  the  Salt  Lake  City  Union  Depot  &  Railroad  Company  in 
addition  to  previous  orders. 

E.  C.  Ward,  N.  D.  Moore,  H.  M.  Watkins,  R.  S.  Walker,  A.  F. 
Marion,  E.  F.  DeGranpre,  W.  E.  Nichols,  G.  E.  Abramson,  C.  H. 
Farrell,  J.  H.  Kane,  and  W.  B.  Stratton  have  been  authorized  to 
retain  their  various  positions  with  the  Pacific  Coast  Railroad 
Company  and  Pacific  Coast  Railway  Company. 

The  Commission  has  authorized  L.  P.  Yandell,  Herbert 
Adams,  H.  R.  McKay,  Gerritt  Smith,  W.  G.  Leslie,  and  others, 
to  hold  their  various  offices  with  the  Caney  Valley  Railway  Com- 
pany and  Ohio  &  Kentucky  Railway  Company. 


Hum  24  hours.  The  number  of  serviceable  locomotives  stored 
was  5,543.  The  per  cent  of  locomotives  requiring  repairs  over 
24  hours  was  20.1.  Of  the  12,964  locomotives  in  need  of  repairs 
requiring  over  24  hours  3,014  were  passenger,  7,622  were  freight 
and  2,328  were  switch  engines. 

C.  &  S.  EQUIPMENT  CERTIFICATES 

The  Colorado  &  Southern  lias  been  authorized  by  the  Com- 
mission to  assume  obligation  and  liability  in  respect  of  $1,425,- 
000  of  5%  per  cent  certificates  to  be  issued  by  the  First  National 
Bank  of  New  York  City  under  an  equipment  trust  agreement 
dated  May  1,  1922,  said  certificates  to  be  sold  at  not  less  than 
98.6104  per  cent  of  par  and  accrued  dividends,  in  connection 
with  the  procurement  of  1,000  gondola  coal  cars  and  200  refrig- 
erator cars.  The  certificates  will  be  sold  to  the  bank  and  J. 
P.  Morgan  &  Co. 

ILLINOIS  CENTRAL  BONDS 

The  Chicago,  St.  Louis  &  New  Orleans  Railroad  Co.  and 
the  Illinois  Central  have  been  authorized  by  the  Commission 
to  issue  $1,924,400  of  their  joint  refunding  mortgage  5  per  cent, 
bonds,  which  will  be  delivered  to  the  Illinois  Central  in  reim- 
bursement of  advances  made  to  the  C.  St.  L.  &  N.  O.  The 
Illinois  Central"  is  authorized  to  pledge  the  bonds  for  notes. 


Digest  of  New  Complaints 


CHANGE   IN   DOCKET 

Hearing  in  No.  Finance  Docket  343.  In  the  matter  of  the 
application  of  the  Illinois  Central  and  the  Central  Elevator  & 
Warehouse  Co.  for  a  certificate  under  section  209  of  the  Trans- 
portation act,  to  include  operations  of  the  Central  Elevator  & 
Warehouse  Company,  assigned  for  April  27,  at  Washington,  D.  C., 
was  reassigned  for  April  26  at  Washington,  D.  C.,  before  Exami- 
ner Sweet. 


PREPARE  FOR  STRAWBERRY  MOVEMENT 
In  the  strawberry  season  the  Frisco  Lines  will  run  a  "straw- 
berry special"  daily,  between  Van  Buren,  Ark.,  and  St.  Louis. 
The  train  will  consist  entirely  of  through  refrigerator  cars,  and 
the  schedule  calls  for  making  the  trip  in  16%  hours.  It  is  esti- 
mated that  the  total  movement  of  strawberries,  over  the  Frisco 
Lines,  from  Arkansas,  Missouri  and  Oklahoma,  in  the  1922  sea- 
son, will  exceed  1,700  cars. 


NEW    WAREHOUSING   FACILITIES 

The  Merchandise  Storage  Co.,  Inc.,  Brooklyn,  N.  Y.,  has 
acquired  further  space  for  the  purpose  of  warehousing  with 
lighterage  facilities. 


LOCOMOTIVE  EQUIPMENT  CONDITION 
In  the  semi-monthly  statement  of  locomotive  equipment  con- 
dition, the  car  service  division  of  the  American  Railway  Asso-. 
elation  shows  that  as  of  April  1  out  of  64,574  locomotives  on  line, 
48.409  were  serviceable,  12,964  were  in  need  of  repairs  requiring 
over  24  hours,  and  3.201  were  in  need  of  repairs  requiring  less 


No.   13638,   Sub.   No.   1.     Bristol  Brass  Corporation,   Bristol,   Conn.,   vs. 
Director  General,  as  agent,  New  Haven. 

Unjust  and  unreasonahle  rates  on  brass  articles  from  Bristol. 
Conn.,  to  New  York  lighterage  for  export.  Asks  just  and  reason- 
able rates  and  reparation. 

No.  13708.     Evart  Grain  Co.,  Lincoln,  Neb.,  vs.  Rock  Island  et  al. 

Unjust,  unreasonable,  preferential  or  prejudicial  rates  which 
violate  long-and-short-haul  provision  of  the  fourth  section  on 
carload  of  yellow  corn  in  bulk  from  Alvo,  Neb.,  to  Koenig,  Colo. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 

No.  13709.     E.  T.  Chapin  Co.  et  al.,  Spokane,  Wash.,  vs.  C.  M.  &  St.  P. 
et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
creosote  oil  from  Portland,  Ore..  Seattle,  Tacoma  and  Bellingham, 
Wash.,  to  Spokane,  Wash.,  Bovill  and  Sand  Point,  Idaho,  because 
they  exceed  the  Class  D  rates  contemporaneously  in  effect  on  coal 
tar.  Asks  cease  and  desist  order,  rates  no  higher  than  on  coal 
tar,  and  reparation. 

No.   13710.     Standard  Oil  Co.    (New   Jersey)   vs.   Director  General,   as 
agent,  Pennsylvania  et  al. 

Unreasonable,  discriminatory  and  prejudicial  class  rates  on  gaso- 
line from  Marianna,  Pa.,  to  Bayonne,  N.  J..  to  the  extent  they 
exceeded  specific  commodity  rates  contemporaneously  in  effect 
from  Pittsburgh,  Pa.,  and  Pittsburgh  rate  points  to  Bayonne,  and 
also  to  the  extent  that  they  exceeded  specific  commodity  rates 
contemporaneously  in  effect  from  Marianna,  Pa.,  to  Philadelphia, 
Pa., -plus  the  established  differential  of  2c  per  100  lus.  over  Phila- 
delphia used  in  making  rates  to  New  York  rate  points  from  said 
points  of  origin.  Asks  reparation. 

No.    13711.      Standard   Oil   Co.    (New   Jersey)    vs.    Director   General,    as 
agent,  B.  &  O.  et  al. 

Unjust,  unreasonable,  discriminatory,  preferential  and  preju- 
dicial rates  which  also  violated  section  4  on  gasoline  from  Parks- 
burg,  W.  Va.,  to  Bayonne,  N.  J.,  to  the  extent  that  they  exceeded 
specific  commodity  rates  in  effect  from  Ellenboro,  W.  Va.  Asks 
reparation. 

No.   13712.     Barnsdall  Refining  Co.   et  al.,   Tulsa,   Okla.,   vs.   Santa   Fe 
et  al. 

Unjust,  unreasonable,  discriminatory,  preferential  or  prejudicial 
rates,  as  well  as  in  violation  of  the  long-and-short-haul  provision 
of  Section  4  on  fire  brick  and  clay  from  Cheltenham.  Maryland 
Heights,  Wellsville  and  Mexico,  Mo.,  to  Barnsdall,  Okla.  Asks 
reparation. 

No.  13713.     C.   Reiss  Coal  Co..   Cheboygan,  Wis.,  vs.   Pere   Marquette, 
Director  General,  as  agent  et  al. 

Unjust,     excessive,     unreasonable,     discriminatory     and     unduly 
prejudicial  rates,  on  coal  from  Pittston,   Avoca  and  Dunmore,   Pa., 
to  St.  Paul  and  Minneapolis.  Minn.    Asks  reparation. 
No.  13714.     Merry  Bros.,  Augusta,  Ga.,  vs.  Alcolu  R.  R.  Co.  et  al. 

Unduly  preferential  and  prejudicial  rates  on  common  building 
brick  from  Augusta,  Ga.,  to  points  in  South  Carolina,  because  the 
rates  applicable  intrastate  in  South  Carolina  are  unduly  and 
unreasonably  low  to  the  extent  that  they  are  lower  than  the 
rates  applicable  for  corresponding  distances  from  Augusta.  Ga..  to 
South  Carolina  points.  Asks  cease  and  desist  order  and  just  and 
reasonable  rates. 

No.    13715.     The   Fairmont   Creamery  Co.,   Omaha,    Neb.,   vs.   Director 
General,  as  agent. 

Unlawful  charges  on  straight  or  mixed  carload  lots  of  butter, 
dressed  poultry  and  eggs  from  Crete,  Neb.,  Columbus,  O..  Fre- 
mont, Neb.,  Grand  Island,  Neb..  Green  Bay,  Wis..  and  Omaha. 
Neb.,  to  Buffalo,  N.  Y.,  New  York  City  and  other  eastern  destina- 
tions. Asks  reparation. 

No.   13716.     The  Colony  Coal  Co.,   Denver,   Colo.,  vs.  Director  General, 
as  agent. 

Unjust,  unreasonable,  discriminatory,  preferential  and  preju- 
dicial rates  on  two  cars  of  sacks  of  cement  from  Portland,  Colo., 
to  Winton.  Wyo.  Asks  reparation. 

No.   13717.     Public  Service  Ry.   Co.,   Newark,   N.   J.,   vs.   Director  Gen- 
eral, as  agent,  and  Pennsylvania. 

I'njust  and  unreasonable  rates  on  granite  paving  blocks  from 
Newark,  N.  J.,  to  Camden,  N.  J.  Asks  reparation. 

No.   13718.     M.   Piowaty  &   Sons,   Inc.,   South   Bend,  Ind.,   vs.    Director 
General,  as  agent.  Utah  Idaho  Central  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  peaches  from 
various  points  in  Utah.  Colorado  and  Idaho  to  Bay  City,  Lansing 
and  Saginaw,  Mich.  Asks  reparation. 

No.  13719.     Armour  Fertilizer  Works,  Chicago,  vs.  Director  General,  as 
agent. 

t'njust  and  unreasonable  rates  on  three   carloads  of  dried   blood 
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from  Denver.  Colo.,  and  South  Omaha,  Neb.,  to  California  points. 
Asks  reparation. 

No.  13720.     Standard  Rice  Co.,  Inc.,  Houston,  Tex.,  vs.  G.  H.  &  S.  A. 
et  al. 

Unjust  and  unreasonable  rates  on  clean  rice  from  Houston,  Tex., 
to  Albuquerque.  N.  M.  Asks  cease  and  desist  order.  Just  and 
reasonable  rates  and  reparation. 

No.  13721.    International  Harvester  Co..  Chicago,  vs.  New  York  Cent- 
ral, Director  General,  as  agent,  et  al. 

1'njust,  unreasonable,  discriminatory  and  prejudicial  rates  on  all 
shipments  to  and  from  complainant's  plant  at  Auburn,  N.  Y., 
because  compelled  to  pay  in  addition  to  the  Auburn  rates  a  portion 
and  at  times  all  the  charges  of  the  Owasco  River  Ry.  Asks 
reparation. 

No.   13722.     West  Virginia   Pulp   and   Paper  Co.,   New   York  City,   vs. 
Director  General,  as  agent. 

Unjust  and  unreasonable  charges  on  shipment  of  printing  paper 
from  Mechanicville,  N.  Y.,  to  New  York  City,  by  reason  of 
unauthorized  diversion.  Asks  reparation. 

No.  13723.     United  Paperboard  Co.,  Inc.,   New  York  City,   vs.   Morris- 
town  &  Erie  et  al. 

Unjust  and  unreasonable  demurrage  charges  on  boxboard  loaded 
at  Whippany,  N.  J.,  destined  to  various  points.     Asks  reparation. 
No.  13724.    Golding  Sons'  Co.,  Trenton,  N.  J..  vs.  New  Haven  et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  or  prefer- 
ential rates  on  feldspar  from  Haddam,  Conn.,  to  Trenton,  N.  J. 
Asks  reparation. 

No.  13725.     Pleasant  Valley  Farms  and  Morey  Condensory  Co.,  North 
Prairie,  Wis.,  vs.  Director  General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  prefer- 
ential rates  on  condensed  and  evaporated  milk  from  North  Prairie, 
Wis..  to  New  York  City  for  shipment  beyond.    Asks  reparation. 
No.   13726.     General   Fire   Extinguisher  Co.,   Warren,   O.,   vs.    Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  wrought  iron  pipe  and  fittings,' 
including  iron  valves,  from  Warren,  O.,  to  various  destinations  in 
Southern    Classification   territory.      Asks   reparation    because    com- 
plainant was  not  given  benefit  of  mixed  carload  rate. 
.  No.  13727.     Fidelity   Lumber  Co.,    Kansas    City,   Kans.,   and   Doucette, 
Tex.,  vs.  Louisiana  &  Pacific  et  al. 

Against  a  rate  of  80c  on  a  dredging  machine.  Longville,  La.,  to 
Doucette,  as  unreasonable  because  in  excess  of  the  combination 
of  esi-fc  cents  on  Beaumont.  Ask  reparation. 

13728.      J.    R.    Thames,    Birmingham,    Ala.,   vs.    Alabama   Western 
;;,     et  al. 

Unjust  and  unreasonable  combination  rates  on  lumber  from 
Sweetwaier,  Ala.,  to  northern  and  eastern  destinations.  Ask  for 
just  and  reasonable  rates. 

No.  13729.     Dells  Paper  &  Pulp  Co.,  Eau  Claire,  Wis.,  vs.  Houston  & 
Brazos  Valley  Ry.  Co.  et  al. 

Against  a  rate  of  51  cents  on  crude  sulphur,  Bryanmound,  Tex., 
to  Eau  Claire  as  unjust  and  unreasonable.     Asks  for  reparation. 
No.  13730.     Pulp  Wood  Company,  Appleton,  Wis.,  and  Kimberly  Clark 
Co.,  Kimberly,  Wis.,  vs.  C.  &  N.  W.  et  al. 


Against  rates  of  5.5  cents  from  Crandon  and  4.5  cents  from 
Neopit,  Wis.,  on  pulp  wood  to  Kimberly,  Wis.  Ask  for  reasonable 
rates  and  reparation. 

No.  13731.     Menasha  Printing  &   Carton  Co.,   Ashland,   Wis.,   vs.  C.   & 
N.  W.  et  al. 

Unjust  and  unreasonable  rates  on  bleaching  powder,  Menominee, 
Mich.,  to  Ashland,  Wia.,  from  January  3  to  October  24,  1918.  Asks 
for  reparation. 

No.   13732.     H.   L.  Halliday  Milling  Co.,  Cairo,   111.,  vs.  Mobile  &  Ohio 
et  al. 

Unjust  and  unreasonable  rates  on  black  strap  molasses,  Mobile, 
Ala,,  to  Cairo,  from  Dec.  30,  1918,  to  Jan.  13,  1920.     Ask  for  a  rate 
of  16%  cents  and  reparation. 
No.  13733.    Vehicle  Supply  Co.,  Cairo,  111.,  vs.  Illinois  Central  et  al. 

Unjust  and  unreasonable  rate  on  lumber  from  Chopin,  La.,  to 
Cairo,  III.  Ask  for  reparation. 

No.  13734.    Cyrus  C.  Shafer  Lumber  Co.,  Cairo,  111.,  vs.  Illinois  Central 
et  al. 

Against  the  application  of  a  local  switching  charge  at  Cairo  on 
lumber  as  unjust  and  unreasonable.     Asks  for  reparation. 
No.  13735.     Shadburn   Brothers,   Norcross,   Ga.,   vs.   Baltimore  &   Ohio, 
et  al. 

Unjust  and  unreasonable  rates  on  dry  green  or  green  salted  hides, 
from  Philadelphia  and  New  York  to  Norcross.  Ask  for  reasonable 
rates  and  reparation. 

No.    13736.     New   Orleans   Joint    Traffic   Bureau    et   al.    vs.    Arcade   & 
Attica  et  al. 

Unreasonable  rates  on  cotton  and  cotton  linters  from  points  in 
Oklahoma  to  destinations  in   the  northeastern   United   States  and 
Canada  via  New  Orleans.     Ask  for  reasonable  joint  rates. 
No.  13737.     Midland  Linseed  Products  Co.,  New  York,  vs.  D.  L.  &  W. 
et  al. 

Unreasonable  rates  on  flaxseed  from  New  York  harbor  points  and 
Philadelphia  to  Toledo  and  Chicago.  Asks  for  just  and  reasonable 
rates  and  reparation. 

No.  13738.     State  of  Ohio  ex  rel.,   Public  Utilities   Commission   of  the 
State  of  Idaho  vs.  Oregon  Short  Line  et  al. 

Unreasonable  commodity  rate  from  and  to  points  on  the  Boise 
Valley  Traction  Company  lines  by  reason  of  the  failure  to  establish 
joint  through  rates.  Ask  for  joint  rates  on  coal,  fresh  vegetables, 
grain  and  grain  products,  lumber,  cement,  etc. 

No.  13739.     The  Tulsa  Fuel  &  Manufacturing  Co.,  New  York  City  and 
Collinsville,  Okla.,  vs.  A.  T.  &  S.  F.  et  al. 

Against  a  rate  of  50  cents  on  7  carloads  of  zinc  concentrates 
from  Minnequa,  Colo.,  to  Collinsville,  Okla.,  as  unjust  and  unrea- 
sonable to  the  extent  it  exceeded  $2.70  per  net  ton.  Asks  for 
reparation. 

No.    13740.     Elk   Brand   Shirt   &   Overall   Co.    et   al.,    Hopkinsville,   Ky., 
vs.  Durham  &  Southern  et  al. 

Unjust  and  unreasonable  rates  on  cotton  fabrics  from  points  in 
Southern  Ry.  Co.,  I.  C.  C.  A9014  and  Glenn's  I.  C.  C.  A285,  in  com- 
parison with  the  rates  to  Nashville,  Louisville,  Henderson  and 
Clarksville.  Ask  for  reasonable  and  nondiscriminatory  rates  and 
reparation. 


Docket  of  the  Commission 


Note.     Items  In  the  Docket  marked  with  an  asterisk   (*)  are  new. 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
May  1 — Dallas,  Tex. — Examiner  Oliver: 
*  12066 — Construction  and  repair  of  railway  equipment. 
May  1 — Omaha,  Neb. — Examiner  Koch: 

I.  and  S.  1519 — Routing  on  transcontinental  grain  and  grain  products. 
May  1 — Meridian,  Miss.— Examiner  Fleming: 

13391— The  Meridian  Fertilizer  Co.  vs.  M.  &  O.  et  al. 
May  1 — Washington,  D.  C. — Examiner  Jewell: 

13471— The  Hamill  Coal  and  Coke  Co.  et  al.  vs.  West  Md.  Ry.  et  al. 
May  2 — Wells,  Nev. — Examiner  Woodrow: 

Finance  Docket  1563 — In  the  matter  of  application  under  paragraphs 
18  to  21,  inclusive,  Section  1,  of  the  interstate  commerce  act  for 
certificate  of  public  convenience  and  necessity  authorizing  the 
abandonment  of  the  Metropolis  branch,  operated  by  the  Southern 
Pacific  Co. 
May  3 — Montgomery,  Ala. — Examiner  Fleming: 

13365— Roquemore  Gravel  Co.  vs.  A.  &  W.  P.  et  al. 
May  3 — Jacksonville,  Fla. — Examiner  McGrath: 

13381 — Wilson  &  Toomer  Fertilizer  Co.  vs.  Director  General. 
May  3— Washington,  D.  C.— Examiner  Jewell: 

13482— Cradock  Mfg.  Co.  vs.  Norfolk  Southern. 
May  3  and  4 — Argument  at  Washington,  D.  C.: 

1990 — Texas  express  rates. 
11991 — Georgia  express  rates. 
12093 — California  express  rates. 
12745 — Illinois  express  rates. 
2891 — Arkansas  express  rates. 
2892 — North  Dakota  express  rates. 
13066 — Idaho  express  rates. 
13067 — Nevada  express  rates. 
13068 — Arizona  express  rates. 
13069 — Montana  express  case. 
13070 — Utah  express  rates. 

13176 — Public  Service  Commission  of  Nevada  vs.   Am.  Ry.  Exp.  Co. 
May  4 — Salt  Lake  City,  Utah — Examiner  Woodrow: 
13509 — American  Fuel  Co.  of  Utah  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
13428 — Utah  Oil  Refining  Co.  vs.  Director  General. 
May  4- — Birmingham,  Ala. — Examiner  Fleming: 
13512 — American  Lumber  and  Export  Co.   vs.   Director  General   and 

L.  &  N. 

12832 — S'outhern  Manganese  Corp.  vs.  L..  &  N. 
May  4 — Washington,  D.  C.— Examiner  Jewell: 

13536— Klaxon  Co.  vs.  A.  G.  S.  et  al. 
May  5 — Chicago — Examiner  Gault: 

*  13432 — Beatrice  Creamery  Company  vs.  L.  &  N.  R.  R. 
May  5 — Washington,  D.  C. — Examiner  Jewell: 

13517 — Snowden  School  Civic  League  vs.  Washington-Virginia  Ry. 
May  5— Wilmington.  N.  C. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 


May  5 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1398 — Salt  from  Louisiana  mines  to  Chicago,  St.  Louis  and 

intermediate  main  line  points. 

10316 — Traffic  Bureau  of  the  Aberdeen  Commercial  Club  vs.  Director 
General,  Ahnapee  &  Western  et  al. 

May  6 — Kansas  City,  Mo. — Examiner  Fuller: 

*  I.  and  S.  1530 — Team  track  switching  at  Argentine,  Kan. 

May  6 — Charlotte,  N.   C. — Examiner  McGrath: 
13456— J.  H.  Wearn  &  Co.  vs.  B.  &  O.,  Director  General  et  al. 

May  8 — Washington,  D.  C. — Examiner  Kelley: 

valuation   Docket   No.   16 — In  re  tentative  valuation  of  the  property 
of  Bowdon  Ry.  Co. 

May  8 — Washington,  D.  C. — Examiner  Pattison: 

Valuation  Docket  No.  102 — In  re  the  tentative  valuation  of  the  prop- 
erty of  the  Riverside,  Rialto  &  Pacific  R.  R.  Co. 

May  8 — Chicago,  111. — Examiner  H.  W.  Johnson: 
Fourth    Section    Applications    1851,    1857,    1858,    1861,    1899,    860,    861, 

2295,  2809,  2896,  442,  4012,  4532,  3186,  3193.  1906,  1907  and  others. 
Numerous  fourth  section  applications  of  W.  H.  Hosmer  and  individ- 
ual carriers  which  involve  class  and  commodity  rates  in  and  ad- 
jacent to  Western  Trunk  Line  territory. 
May  8 — Chicago,  111. — Examiner  Gault: 
11074 — Jones  &  Laughlin  Ore  Co.  et  al.  vs.   Director-General,  C.   M. 

&  St.  P.  et  al. 
May  8 — Washington,  D.  C. — Examiner  Jewell: 

4800— Sloss-Sheffleld  Steel  and  Iron  Co.  et  al.  vs.  L.  &  N.  et  al. 
May  8 — Denver,  Colo. — Examiner  Woodrow: 
13545— The  Grimes  Co.    (formerly  the  Western  Iron  and  Metal  Yard 

Co.)  vs.  D.  &  R.  G.  W.  et  al. 
13467— The  Hendrie  &  Bolthoff  Mfg.   and  Supply  Co.  vs.  C.  B.   &  Q. 

et  al. 

May  8 — Atlanta,  Ga. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  8 — Charleston,  W.  Va. — Examiner  Worthington: 

13546 — Kanawha  Black  Band  Coal  Co.  et  al.  vs.  C.  &  O.  Ry.  et  al. 
May  8 — Kansas  City,  Mo. — Examiner  Fuller: 

I.   and   S.  1523 — N  on -absorption  of  switching  charges  of  the   Kansas 

City  Railways  Co. 
May  8 — Lynchburg,   Va. — Examiner  McGrnth: 

13389 — Lynchburg  Foundrry  Co.  vs.  N.  &  W.  et  al. 
May  9 — Kansas  City,  Mo. — Examiner  Fuller: 

*  Fourth  Section  Apps.   1951,   4784,  4218,   4219,  4220  and  2522,  by  which 

carriers  named  as  parties  thereto  ask  for  authority  to  continue 
rates  for  the  transportation  of  coal  from  Arkansas,  Oklahoma, 
Kansas  and  Missouri  mines  to  Omaha,  Neb.,  St.  Joseph,  Mo.,  Atchi- 
son,  Kan.,  and  related  points,  without  observing  the  provisions  of 
tlie  fourth  section  act.  (In  connection  with  I.  and  S.  Docket 
1521.  coal  from  the  southwest  to  Omaha,  Neb.,  and  related  points.) 
I.  and  S.  1524 — Coal  from  the  southwest  to  Omaha,  Neb.,  and  related 
points. 
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P  E  N  N  SYLVAN  I A 
TANK  CARS 


"PENNSYLVANIA"  INSULATION 


To  supply  the  transportation  requirements  of  the  trade  for  hauling  Casinghead 
and  Compression  Gasoline  and  other  highly  volatile  liquids,  we  have  designed  and  con- 
structed the  "Pennsylvania"  Insulated  Tank  Car — as  shown  above.  First  Class  Work- 
manship in  strict  conformity  with  A.  R.  A.  requirements  for  this  type  of  car,  goes  into 
the  "Pennsylvania"  Insulated  Tank  Car. 

"Pennsylvania"  Insulation — Steel,  Paint,  Tar  Paper  and  Hair  Felt — preserves  a 
uniformly  lower  temperature  inside  the  tank,  which  reduces  outage  losses  to  a  min- 
imum by  cutting  down  evaporation  due  to  temperature  changes.  "Pennsylvania" 
Insulation  applies  (on  a  larger  scale)  the  same  principles  of  the  well  known  Thermos 
Bottle.  The  Vs-mch  Steel  Jacket  is  designed  so  that  it  is  moisture  proof — thus  insur- 
ing longer  life  for  the  insulating  materials. 

The  Pennsylvania  Tank  Line  is  prepared  tfHease  insulated  tank  cars  at  attractive 
figures.  May  we  quote  on  your  requirements? 

May  we  convert  your  Class  HI  Can  into  Class  IV  (Insulated)  Cars  at  a  low  cost? 
Write  for  details. 

The  Pennsylvania  Tank  Car  Company 

Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 


New  York 


st    I  oui* 


Kanwn  City 


SHARON,  PENNSYLVANIA 
Tuln  Hounton 


Denver 


I  .mil"'  " 


San  I  i. in.  IM  11 
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May  9— Denver.  Colo. — Exauiiiiri   Wuodrow: 

13507— The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 

13542 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 

13489 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
May  10 — Parkersburg,  W.  Va. — Examiner  Worthtngton: 

13557 — The  Parkersburg  Rig  and  Reel  Co.  vs.  Director  General,  B.  & 

13537— The  Parkersburg  Rig  and  Reel  Co.  vs.  C.  M.  &  St.  P.  et  al. 
13506 — The  Parkersburg  Rig  and  Reel  Co.  vs.  St.  L.-S.  F.  et  al. 
May  10 — Louisville.  Ky. — Examiner  Cassidy: 

13525— Calumet  Fertilizer  Co.  vs.  L.  &  N.  et  al. 
May  10— Argument  at  Washington,  D.  C.: 

Finance  Docket  1258— In  the  matter  of  the  application  of  the  Duluth 
&  Northern  Minnesota  R.   R.  Co.   for  a  certificate  of  public  con- 
venience and  necessity. 
May  10 — Denver,  Colo. — Examiner  Pattison: 

13588 — Western  coal  rates. 
May  10 — Denver,  Colo. — Examiner  Woodrow: 
13141 — The    Larimer   County    Co-operative   Milk   Condensery   Co.  vs. 

Director  General. 

May  11 — Philadelphia,  Pa. — Examiner  Quevedo: 
12840 — G.   B.  Markle  Co.,  now  Jeddo-Hlghland  Coal  Co.  vs.  Director 

General. 

May  11 — Washington,  D.  C. — Examiner  Burnside: 

13549 — Divisions  of  joint  rates,  fares  and  charges  on  traffic  inter- 
changed between  the  Nevada-California-Oregon  Ry.  and  its  con- 
nections. 

May  11 — Tulsa,  Okla. — Examiner  Fuller: 
13617 — Empire  Refineries,  Inc.,  et  al.  vs.   Director  General,  A.  T.   & 

S.  F.  et  al. 

13553— Empire  Refineries,  Inc.,  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
13552 — Empire  Refineries,  Inc.,  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
May  11 — Washington,  D.  C. — Examiner  Hartman: 
valuation   Docket   No.  2 — In   re   supplemental  tentative  valuation  of 

the  property  of  the  Texas  Midland  R.  R. 
May  11 — Washington,  D.  C. — Examiner  Kelley: 
Valuation  Docket  No.  126 — In  re  tentative  valuation  of  the  property 

of  Western  Pacific  Ry.  Co. 

May  11  and  12 — Argument  at  Washington,  D.  C.: 
8182 — Western  cement  rates. 
11829 — Nebraska  rates,  fares  and  charges. 
May  11 — Louisville,  Ky. — Examiner  Cassidy: 

13572— United  States  Coal  and  Coke  Co.  vs.  Director  General,  L.  &  N. 
13610 — Henry  Knight  &  Son  vs.  Director  General,  Sou.  Ry. 
Such   portions   of   fourth   section   application   No.    1548,    filed   by   the 
Southern  Ry.  by  which  carriers  named  as  parties  thereto,  ask  for 
authority  to  continue  to  charge  for  the  transportation  of  scrapped 
tin  cans  from  Atlanta,  Ga.,  to  Seawaren,   N.   J.,   rates  which  are 
lower  than  the  rates  contemporaneously  maintained  on  like  traffic 
from  Chamblee,  Ga.,  and  other  intermediate  points. 
May  12 — Washington,  D.  C. — Examiner  Jewell: 

*  I.  and  S.  1528 — Cancellation  of  through  rates  on  apples  from  Pacific 

coast. 

May  12 — Wildwood,  N.  J. — Examiner  Quevedo: 
13419— Atlantic  City  R.  R.  Co.  vs.  Wildwood  &  Delaware  Bay  Short 

Line  R.  R.  Co. 

May  12 — New  Orleans,  La. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage   and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  12 — Louisville,  Ky. — Examiner  Cassidy: 
13615 — Southeastern  Live  Stock  Association  vs.  L.  &  N.  et  al. 
Such   fourth   section    departures   as    may   exist   in    the   rates   under 

consideration  will  be  disposed  of  in  this  complaint. 
May  12 — Tulsa,  Okla.— Examiner  Fuller: 
11842 — General  Iron  Works  vs.   Director  General,   C.  C.   C.   &  St.   L. 

et  al. 

May  13 — Columbus,  O. — Examiner  Worthington: 
13645— The  Pure  Oil  Co.  vs.  Director  General. 
May  13 — Duluth,  Minn.. — Examiner  Gaddess: 

13647 — Hamilton  Furnace  Co.  vs.  B.  &  O.  et  al. 
May  13 — Argument  at  Washington,  D.  C.: 

Valuation   Docket   1 — In  re  tentative   valuation   of   the  properties  of 
Atlanta,  Birmingham  &  Atlantic  R.  R.  Co.,  Alabama  Terminal  R. 
R.  Co.  and  Georgia  Terminal  Co. 
May   15 — Washington,   D.   C.— Examiner   Bartel: 

*  13675 — In  the  matter  of  routing  of  traffic  over  the  lines  of  the  K.  C. 

M.  &  O.   (W.   T.  Kemper,   Recv.),   the  K.   C.   M.   &  O.  Ry.   Co.   of 
Texas. 
May  15 — Memphis,  Tenn. — Examiner  Cassidy: 

I.  and  S.  11 — Wasteful  service  by  tap  lines — Prescott  &  Northwest- 
ern   R.  R.  Co.  and  OXiachita  &  Northwestern  R.  R.  Co. 
May  15 — Minneapolis,  Minn. — Examiner  Gaddess: 

5265 — South  Shore  Cedar  Co.  et  al.  vs.  Director  General. 
13371 — Washburn-Crosby  Co.  vs.  Director  General. 
May  15 — Chicago,  111. — Examiner  Butler: 
13403 — Globe  Rendering  Co.  vs.  Director  General. 
13458 — Ben  D.  Anguish  et  al.  vs.  Ala.  &  Vicksburg  Ry.  et  al. 
May  15 — Philadelphia,  Pa. — Examiner  Quevedo: 
13520 — The  Atlantic  Refining  Co.  vs.  Director  General,  Pa.  R.  R. 
13495 — E.   I.   DuPont  de   Nemours  &  Co.   vs.  Director  General,   New 

Orleans  &  Northeastern  R.  R.  et  al. 
13495,  Sub.  No.  1 — E.  I.  DuPont  de  Nemours  &  Co.  vs.  111.  Cent.  R.  R. 

et  al. 

13495,  Sub.  No.  2 — E.  I.  DuPont  de  Nemours  &  Co.  vs.  Director  Gen- 
eral, 111.  Cent.  R.  R.  et  al. 

May  15 — Cincinnati,  O. — Examiner  Worthington: 
13605 — The  Dewey  Bros.  Co.  vs.  C.  &  O.  Ry.  et  al. 
13603 — The  Dewey  Bros.  Co.  vs.  N.  &  W.  Ry.  et  al. 
Such   portions   of  fourth   section   application   No.    1561,   filed    by   the 
Norforlk  &  Western  Ry.  Co.,   by  which  carriers  named  as  parties 
thereto    agk,    among    other    things,    for    authority    to    continue    to 
charge   for   the   transportation   of  coal,    in   carloads,    from   Caples, 
Excelsior,  Pageton,  Springton  and  Susanna,  W.  Va.,  to  Loveland, 
O.,  rates  which  are  lower  than  the  rates  contemporaneously  main- 
tained on  like  traffic  to  Blanchester,  Leesburg  and  Lynchburg,  O., 
and  other  Intermediate  points. 
13604 — The  Dewey  Bros.  Co.  vs.  L.  &  N.  et  al. 
May  15— Fort  Worth.  Tex. — Examiner  Fuller: 
13522 — Montrose  Oil  Refining  Co.,  Inc.,  vs.  Director  General. 
13558— John  A.   Hunt   &  Co.   vs.    Ft.   Worth   &   Rio  Grande  Ry.   Co. 

et  al. 

May  15 — Salt  Lake  City,  Utah — Examiner  Pattison: 
9613 — Cameron  Coal  Co.   et  al.  vs.  A.  T.   &  S.   F.   et  al.       (Further 

hearing.) 
13588 — Western  coal  rates. 


May   16 — Washington,  D.  C. — Examiner  Marchand: 
Valuation  Docket   No.  127— In  re  tentative  valuations  of  the  proper- 
Valuation    Docket    No.   149 — In   re   tentative   valuations  of  the   prop- 
erties of  Mobile  &  Ohio  R.  R.  Co.  and  Warrior  Southern  Ry.  Co. 
Valuation  Docket  No.  31 — In  re  tentative  valuations  of  the  properties 
of  the  Norfolk  Southern  R.  R.  Co.,  Atlantic  &  North  Carolina  R.  R. 
Co.,  and  Carthage  &  Pinehurst  R.  R.  Co. 
May  15 — Galveston,  Tex. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage   and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  15— Argument  at  Washington,  D.  C. : 

11105 — United  Chemical  and  Organic  Products  Co.  vs.  Director  Gen- 
eral, I.  H.  B.  et  al. 
9922— Lake  Charles  Rice  Milling  Co.  vs.  Abilene  &  Northern,  Director 

General,  et  al.     (As  to  transit  at  Lake  Charles.) 

9922— Lake  Charles  Rice  Milling  Co.  vs.   Abilene  &   Northern  et  al. 
(As  outlined  on  page  41  of  I.  C.  C.  63.) 
673  and  678. 
May   15— Washington,  D.   C.— Examiner  Burnside: 

*  13668— In  the  matter  of  divisions  of  joint  rates,   fares  and  charges 

on  traffic  interchanged  between  the  Kansas  City,  Mexico  &  Orient 
R.    R.   Co.    (William   T.    Kemper,   receiver)   and   the   Kansas   City, 
Mexico  &  Orient  Ry.  Co.  of  Texas  and  their  connections. 
May  16 — Philadelphia,  Pa. —Examiner  Quevedo: 

11760— Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pa.  R.  R:  et  al. 
May  16 — Omaha,  Neb. — Examiner  Disque: 

13273 — In  the  matter  of  interstate  and  intrastate  rates  for  the  trans- 
portation of  ordinary  live  stock,   in  carloads,   from  points   in   Ne- 
braska to  Omajia  and  South  Omaha.  Neb.,  in  their  relation  to  rates 
on  the  same   commodity,   in  carloads,   from  points  in  Nebraska  to 
Kansas  City  and  St.  Joseph,  Mo.,  and  Sioux  City,  la. 
May  ^6 — Washington,  D.   C. — Chief  Examiner  Quirk: 
11567— The   Order  of   United    Commercial   Travelers   of   America   vs. 

Pullman  Co.  (further  hearing). 
May  16 — Argument  at  Washington,  D.  C.: 

!478 — Allowances  of  mileage  for  Mississippi  River  crossings. 
12009 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
May  16 — Minneapolis,   Minn. — Examiner  Gaddess: 
13598 — Dickinson   Grocery   Co.   vs.   Director  General,   A.   T.   &   S.   F. 

et  al. 

13611 — Northern  States  Power  Co.  vs.  A.  T.  &  S.  F.  et  al. 
13611,  Sub.  No.  1— John  Morrell  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
May  16 — Chicago,  111. — Examiner  Butler: 

13496 — National  Brick  Co.  vs.  Director  General,  C.  C.  C.  &  St.  L. 
13498 — North  American  Oil  and  Refining  Corp.   vs.   Director  General, 

K.  C.  M.  &  O.  R.  R.  et  al. 
13498,  Sub.   No.  1 — North  American  Oil  and  Refining  Corp.  vs.  K.  C. 

M.  &  O.  R.  R.  et  al. 
13498,  Sub.  No.  2 — North  American  Oil  and  Refining  Corp.  vs.  K.  C. 

M.  &  O.  R.  R.  et  al. 

May  16 — Fort  Worth.  Tex. — Examiner  Fuller: 
13619 — Ross  Bros.  Horse  and  Mule  Co.  et  al.  vs.  Un.  Pac.  R.  R.  et  al. 

*  13627 — Burnett-Tount  Horse  &  Mule  Co.  et  al.  vs.  Abilene  &  South- 

ern Ry.  et  al. 

Portions  of  Leland's  fourth   section   applications  Nos.   461,   462,    621, 
May  17 — Fort  Worth,  Tex. — Examiner  Fuller: 

*  I.    and    S.    No.    1529 — Restriction   in   routing   on    traffic   from   Pacific 

northwest  to  points  in  Texas. 
May  17 — Chicago,  111. — Examiner  Butler: 
13639 — The  Creamery  Package  Mfg.   Co.  vs.   Director  General,   Pere 

Marquette  et  al. 
13684 — The  Creamery  Package  Mfg.   Co.   vs.   Director  General,   Pere 

Marquette  Ry.  et  al. 
May  17 — Allentown,  Pa. — Examiner  Quevedo: 

13278 — Trojan  Powder  Co.  vs.  P.  &  R.  Ry.  et  al. 
May  17 — Minneapolis,  Minn. — Examiner  Gaddess: 
13554 — J.  C.  Sewell  &  Co.  vs.  Director  General. 
May  17— Arugment  at  Washington,  D.  C. : 
11467 — Swift  &  Co.  vs.  Director  General. 
11499 — Consumers  Ice  Co.  vs.  Director  General. 
11521 — Swift  &  Co.  vs.  Director  General. 
11540 — Armour  &  Co.  vs.  Director  General. 
11642 — The  Cudahy  Packing  Co.  vs.  Director  General 
12062 — Wilson  &  Co.,  Inc.,  vs.  Director  General. 
May  17 — Washington,  D.  C.: 
13528 — Investigation   of   power  brakes   and   appliances   for   operating 

power  brake  systems. 

May  17 — Jackson,  Miss. — Examiner  Cassidy: 
12565 — Macgowan    Coffee   Co.   vs.    New   Orleans   Northeastern   R     R 

Co.,  Director  General  et  al. 

May  17 — Cincinnati,  O. — Examiner  Worthington: 

13533 — The  Cincinnati  Grain  and  Hay  Exchange  Co.  et  al.  vs    Aber- 
deen &  Rockflsh  R.  R.  Co.  et  al. 
May  18— Fort  Worth,  Tex.— Examiner  Fuller: 
13560— Acme  Coffee  Co.  et  al.   vs.  Beaumont,   Sour  Lake  &  Western 

Ry.  Co.  et  al. 
13560,  Sub.  No.  1— The  Cooper  Grocery  Co.  et  al.  vs.  The  Beaumont, 

Sour  Lake  &  Western  Ry.  Co.  et  al 

13559— National  Coffee  Co.  et  al.  vs.  Gulf,  Colorado  &  Santa  Fe  Ry. 
et  al. 

May  18— Chicago,  111.— Examiner  Butler: 

13680— Armour  &  Co.   vs.   Director  General. 
13681 — Armour  &  Co.  vs.  Director  General 
13682 — Armour  &  Co.   vs.  Director  General. 
May  18 — Washington,  D.  C. — Examiner  Hartman: 
Valuation  Docket  No.  150— In  re  tentative  valuation  of  the  properties 
of  Bangor  &  Aroostook  R.  R.  Co.,  Northern  Maine  Seaport  R.  R 
Co.  and  Van  Buren  Bridge  Co. 
May  18 — Cincinnati,  O. — Examiner  Worthington: 

13626 — The   Big   Mandy   Coal    and   Mining   Co.    vs.    Lenox   R     R.    Co 

et  al. 
May  18 — New  Orleans,  La. — Examiner  Cassidy: 

13336 — Neal  Veneer  Co.  vs.  Marianna  &  Blountstown  R.  R.  et  al. 
May  18 — Argument  at  Washington,  D.  C. : 

10704 — Tidewater  Oil  Co.  vs.  Director  General,  C.  R.  R.  of  N.  J.  et  al. 
I.  and  S.  1490 — Grain  from  I.  C.  R.  R.  Illinois  points  to  New  Orleans, 

La.,  for  export. 
10526 — Anaconda  Copper  Mining  Co.  et  al.  vs.  Director  General,  Ann 

Arbor  et  al.     . 

10581 — American  Smelting  and  Refining  Co.  et  al.  vs.  Director  Gen- 
eral, Ann  Arbor  et  al. 

May  19 — New  York,  N.  Y. — Examiner  Quevedo: 

11755— Raritan  Copper  Works  vs.   Director  General,  N.  Y    O.  &  W 
et  al. 
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AMERICAN  COMMERCE  ASSOCIATION 

Dept.  24-K  4043  Dreael  Blvd.,  Chicago,   I1L 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular   Direct   Freight   Service  Without  Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai, Tientsin  Taku  Bar), 
Tsingtao,  Chinwangtao  and  Dairen 

SS  HANAWA April  17 

SS  WEST  KEATS May  17 

Shanghai,  Manila,  Hongkong 

SS  HANAWA April  17 

SS  WEST  KEATS May  17 

AUL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Port* 

For  Information  retarding  Space.  Ratea,  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC.,        M  *"£??-*  a*, 

UNITED  AMERICAN  LINES,  INC,    s"  ""^wi^Hi.  Str"t' 

R.  T.  JOHNS  A  COMPANY,  INC,  c-tr£"S6?Bt»ta*» 

COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


You  Don't  Need  to  Guess  at 

TODAY'S  FREIGHT  RATES 

or  next  month's  either,  for  that  matter, 
if  guessing  is  not  satisfactory,  for  the 
information  now  regularly  carried  in 

THE  TRAFFIC  BULLETIN 

will  enable  you  to  know  them. 

Samples  and  full  information  free  on  request 
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13227— The  New  Jersey  Zinc  Co.  vs.  Director  General,  A.  T.  &  P.  F. 

et  al. 

May  19— St.  Louis,  Mo.— Examiner  Keller: 
12737 — slogo  Coal  Corporation  vs.  Mo.  Pac.  et  al. 
12737,  Sub.  No.  1 — Perry  County  Coal  Corp.  vs.  B.  &  O.  et  al. 
May  19 — Milwaukee,  Wis.— Examiner  Gaddess: 

13459— Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 
May  19 — Argument  at  Washington,  D.  C.: 

I.    and    S.   1431— Cotton   and   cotton   linteis   from    Mississippi   Valley 

points. 

May  19 — Butto,  Mont. — Examiner  Pattison: 
13588 — Western  coal  rates. 
13227   (Sub.  No.  1) — The  New  Jersey  Zinc  Co.   vs.   Director  General, 

A.  T.  &  S.  F.  et  al. 

May  19 — Chicago.  111. — Examiner  Butler: 
13643 — Lehigh   Portland   Cement   Co.    vs.    Director    General    and    111. 

Cent.   R.  R. 

May  20 — St.  Louis,  Mo. — Examiner  Keeler: 
13646 — Walter  A.  Zelnicker  Supply  Co.  vs.  Director  General,  Sou.  Ry. 

et  al. 

*  I.  &  S.  1525 — Classes  and  commodities,   from  Illinois,  Indiana,   Ken- 
tucky and  Missouri  to  C.  &  O.  Ry.  stations. 
May  20 — Argument  at  Washington,  D.  C. : 
I.  and  S.  1489 — Intermediate  switching  charges  at  Toledo,  O. 
11892 — U.  S.  War  Dept.,  Inland  Waterways,  Mississippi-Warrior  Ser- 
vice, vs.  Abilene  &  Southern  et  al. 

11893 — U.  S.  War  Dept.,  Inland  Waterways,  Mississippi-Warrior  Ser- 
vice, vs.  Abilene  &  Southern  et  al. 
May  20 — Indianapolis,  Ind. — Examiner  Worthington: 
13463 — Indiana  State  Farm  vs.  Director  General. 
13532— Indiana  Coke  and  Gas  Co.  vs.  B.  &  O.  et  al. 
May  20 — Milwaukee,  Wis. — Examiner  Gaddess: 

13516 — The  Chamber  of  Commerce  of  the  City  of  Milwaukee  vs.  C.  B. 

&  Q.  et  al. 
May  22 — Washington,  D.  C. — Examiner  Burnside: 

13602— Ohio  and  Kentucky  Ry.  Co.  vs.  L.  &  N.  R.  R.  et  al. 
May  22 — Washington,  D.  C. — Examiner  Pattison: 
Valuation  Docket  No.  83 — In  re  tentative  valuation  of  the  property  of 

Toledo,  St.  Louis  &^Western  R.  R.  Co. 
May  22 — Washington.  D.  C. — Examiner  Kelly: 

valuation  Docket  No.  127 — In  re  tentative  valuations  of  the  proper- 
ties of  the  Ann  Arbor  R.  R.  Co.  and  Menominee  &  St.  Paul  Ry.  Co. 
May  22 — Argument  at  Washington,  D.  C. : 
11947 — Armour  &  Co.  vs.  C.  of  Ga.,  Director  General  et  al. 
11947   (Sub.    No.   1) — Armour  &  Co.   vs.   Mo.   Pac.,   Director  General 

et  al. 
13231 — The  National  Association  of  Sand  and  Gravel  Producers  vs. 

Pa.  R.  R.  et  al. 

May  22 — Atlanta,  Ga. — Commissioner  Eastman: 
13494 — Southern  class   rate   investigation.     Numerous   fourth   section 

applications  which  relate  to  class  rates  in  southern  territory. 
May  22— Seattle,  Wash.— Examiner  Pattison: 

13588— Western  coal  rates. 

May  22 — Indianapolis,  Ind. — Examiner  Worthington: 
13585— The  Public  Service  Commission  of  Indiana  vs.  A.  T.  &  S.  F. 

et  al. 

May  22 — Chicago,  111. — Examiner  Butler: 
12873 — C.  A.  Ailing,  doing  business  as  Forest  City  Cotton  Oil  Co.,  vs. 

Director  General. 
13499 — Konz  Box  and  Lumber  Co.  vs.  Director  General,  M.  St.  P.   & 

S.  S.  M.  et  al. 

May  22— Dallas,  Tex.— Examiner  Fuller: 

13608 — Southern  Wire  and  Iron  Co.  et  al.  vs.  A.  C.  &  Y.  et  al. 
13609— The  Hamilton  Carhartt  Cotton  Mills  vs.  A.  &  V.  Ry.  et  al. 
May  22 — Tuscaloosa,  Ala. — Examiner  Cassidy: 

13534 — Tuscaloosa   Cottonseed   Oil   Co.   vs.   Alabama   Great   Southern 
R.  R.  et  al. 


May  22 — New  York,  N.  Y. — Examiner  Quevedo: 
13444 — The  Chevrolet  Motor  Co.   of  California  vs.    Director  General, 

A.  T.  &  S.  F.  et  al. 
13488 — Richard  Yound  Co.  vs.  Director  General. 

May  22 — Spokane,  Wash.— Examiner  Woodrow: 

I.  and  S.  1508 — Routing  on  lumber  from  Potlatch,  Idiilm. 
13576— B.  J.  Carney  &  Co.  et  al.  vs.  Director  General,  A.  T.   &  S.   F. 
et  al. 

May  22 — St.  Louis,  Mo. — Examiner  Keeler: 

13513 — Stuttgart  Rice  Mill  Co.,  a  corporation,   et  al.   vs.   Alabama  & 

Vicksburg  Ry.  et  al. 

May  23 — Argument  at  Washington,  D.  C.: 

12308 — Nebraska  Bridge  Supply   and   Lumber  Co.   vs.   Director  Gen- 
eral. 

12489— Refinite  Co.  vs.  Director  General  and  C.  B.  &  Q. 
12599 — Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.   Director  General,   I.   C. 

et  al. 

May  23 — New  York,  N.  Y. — Examiner  Quevedo: 
13400 — The  American  Agricultural  Chemical  Co.  et  al.   vs.   Director 

General. 
13423 — The  American  Agricultural   Chemical  Co.   et   al.   vs.   Director 

General. 
May  23 — Chicago,  111. — Examiner  Butler: 

13599 — Chicago  Fire  Brick  Co.  et  al.  vs.  A.  C.  &  Y.  et  al. 
May  24 — Danville,  111. — Examiner  Worthington: 

*  13521 — Pfltzemayer   Construction   Company   vs.    Director-General,    N. 

Y.  C,  et  al. 
May  24 — New  York,  N.  Y. — Examiner  Quevedo: 

*  13582 — General-  Chemical  Company  vs.   Director-General. 

*  13547 — Allied  Machinery   Company  of  America  vs.   Director-General, 

P.  R.   R. 
May  24 — Chicago,  111. — Examiner  Butler: 

*  13551— J.  D.  Hollingshead  Company  vs.  N.  Y.  C.  R.  R. 

*  13873 — J.   D.    Hollingshead   Company   vs.    Deering   Southwestern   Ry. 

et  al. 
May  24 — Houston,  Tex. — Examiner  Fuller: 

*  13652 — William  D.  Cleveland  &  Sons  et  al.  vs.  Beaumont,  Sour  Lake 

&  Western  Ry.  Co.   et  al. 
May  24 — Argument  at  Washington,  D.  C.: 
11965 — Galveston  Commercial  Assn.  et  al.  vs.  A.  &  V.  et  al. 
12100  Beaumont  Chamber  of  Commerce  vs.  Director  General,  Beau- 

mon  Wharf  &  Terminal  Co.  et  al. 

12100  (Sub.  No.  1) — Beaumont  Chamber  of  Commerce  et  al.  vs.  Di- 
rector General,  Beaumont,  Sour  Lake  &  Western  et  al. 
12982 — Weatherford,  Crump  &  Co.  vs.  Abilene  &  Southern  et  al. 
May  24 — Saginaw,  Mich. — Examiner  Gaddess: 
13411 — Saginaw  Milling  Co.   et  al.   vs.   Director  General,   Pere  Mar- 

quette  Ry.  et  al. 

May  24 — Birmingham,  Ala. — Examiner  Cassidy: 

13574 — Watters-Tonge  Lumber  Co.  vs.  Director  General,  South  Geor- 
gia Ry.  et  al. 
13624 — Watters-Tonge  Lumber  Co.  vs.  Director  General,  Alabama  & 

Northwestern  R.  R.  et  al. 
May  24 — Kansas  City,  Mo.— Examiner  Keeler: 

9024 — Oakdale  &  Gulf  Ry.  Co. 
May  25 — New  York,  N.  Y.— Examiner  Quevedo: 

*  13593 — The  Wheatena  Company  vs.  Director-General,  P.  R.  R.,  et  al. 

*  13592— Raritan  Aniline  Works  vs.  Director-General,  C.  R.  R.  of  N.  J. 
May  25 — Chicago,  111. — Examiner  Butler: 

*  13561 — Western  Petroleum  Refiners'  Association  vs.  C.  B.  &  Q.  et  al. 

*  13568 — Western  Petroleum  Refiners'  Association  vs.   Mo.  Pac.   et  al. 
May  25 — Birmingham,  Ala. — Examiner  Cassidy: 

*  13612— J.  R.  Thames  vs.  Sou.  Ry.  et  al. 

*  13621 — Fies  &  Sons  vs.  Director-General. 
May  25— Peoria,  111.— Examiner  Worthington: 

*  13492 — Peoria  Brick  and  Tile  Company  vs.  C.  B.  &  Q.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

DOCKET  12681— Port  Investigation— Charges  lor  wharfage,  handling,  storage  and  other  accessorial 


services  at  South  Atlantic  and  Gull  Ports; 
Orleans  and  Calveston,  May  5  to  15. 

Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fic World)  throughout  the  country  except  Washington  should  be  addressed 


to  be  heard  at  Wilmington,  N.  C.,  Atlanta,  New 

to  The  State  Law  Reporting  Company,  official  reporters  to  the  Commission, 
Woolworth   Building,   New   York   City. 

The  charge,  as   fixed   by  the   Commission,   is   12%    cents  per   page  for 
each    copy    furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN      GEORGE  L.  BOYLE 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special   attention   to  Freight  Rate  Adjustments 

and   Practice   before   the  Interstate 

Commerce   Commission 

Room  80S  American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  C. 


LESSER  &  LESSER 

Attorneys  and  Counsellors  at  Law 

277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


EARL  ENOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDQ.,  WASHINGTON,  D.  C. 

(Tor  s  number  of  years  attorney  and  ei- 
amlner,  Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  yean  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers'  organizations,  and  member  National 
Industrial  Traffic  League. 

Woodward  Building  Washington,  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis.  Mo. 

Special  attention  to  matters  before  Interstate 
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and  rate  litigation  and  claims. 
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WASHINGTON 
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Telephone.  Harrison 


MID-WEST 

CORRUGATED  FIBRE 

BOXES 

SINGLE  WALL 

For  greatest  strength  with 
lightest  weight. 

DOUBLE  WALL 

For  long  distance  or  export 
shipments. 


Also  MID-WEST 

WATERPROOF 

Corrugated  Fibre  Boxes 
Ideal  for  shipping  liquids  in 
glass,  all  commodities  to  wet 
weather  districts,  all  goods  con- 
taining moisture,  all  goods  which 
absorb  moisture  or  are  shipped 
with  ice. 


All  Double  Wall  and  Waterproof 

boxes  have  Mid-West  Triple  Tape 

Corners  and  Off-set  Score. 

Sample   furnished  free  —  original 
designs  to  meet  any  special  need. 


MID- WEST  Box  COMPANY 
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Fibre  Board 

Products 


es        MI 
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Anderson.  Indiana 

Kokoroo.  Indiana 

Cleveland.  Ohio 

Fairmont.  W.  Vs. 

Chicago 


Solid  Fibre 
Containers 
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'f  Offices 

Conway  Building 
Chicago 
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Rapid  Transit 
And  The  Gateway— 


TO  HAVE 
•WHAT  YOU  WANT 
1  WHERE  YOU  WANT  IT 
WHEN  YOU  WANT  IT 


^HE  old  axiom  that  the  speed 
with  which  a  bottle  may  be 
emptied  depends  upon  the  neck 
holds  good  in  shipping  through 
"L.  C.  L."  freight — the  interchange 
gateway  is  the  neck  of  the  bottle. 


Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 


Why 


Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  intere?" 
everywhere. 


ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 

describing 

our  transfer 

service 


More  Than  Two  Million  Dollars  Invested  in  Facilities 
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PAGE  &  JONES 


IV1OBI 


AL-ABAMA 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile    to   Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER.  M.n...t 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN.  M«n«K«r 


NEW  YORK  REPRESENTATIVES:  W.  E.  HEDCER-JENKS  CO..  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  We»l   Adam*  Street 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamer* 


NEW  YORK,  PHILADELPHIA,  BOSTON,  LOS  ANGELES  HARBOR 
SAN  FRANCISCO,  OAKLAND,  PORTLAND,  SEATTLE, 


MOBILE,  NEW  ORLEANS,  LOS  ANGELES  HARBOR,  SAN  FRANCISCO 
OAKLAND,  PORTLAND,  SEATTLE 


Through  Bill*  of  Lading  i*tued  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Itlandt. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 

Marquette  Bldf.      131  State  St.      Lafayette  Bldg.       (Mirer  Building      1024  Prudential  Building        Central  Bldg.      201  California  Street      Pierce  Building 
Chicago  Boston,  Mass.       Philadelphia  Pittsburgh  Buffalo,  N.  Y.  Los  Angeles  San  Francisco  St  Louis 

Mobile  Liner.,  Inc.,  Agents  A.  Le  Blanc,  Agent  Railway  Exchange  L.  C.  Smith  Bldg.         211  Eleventh  Si.        Empire  Shipping  Co.,  Agents 

Mobile,  Ala.  New  Orleans,  La.  Portland  Seattle  Tacoma,  Wash.  Vancourer,  B.  C. 


STORAGE 


Storage  and 


GEORGE  S.  LOVEJOY 
Manager  General  Storage  Department 

178  Atlantic  Avenue 
Boston,  Mass. 


DISTRIBUTION 


e*o«,se 


C() 


SUMMER  STREET  STORES 

Direct  connection  with  New  York,  New  Haven 

&    Hartford    Railroad. 
Capacity,  2,000,000  cubic  feet. 


CONSTITUTION  WAREHOUSES 

Connection    with    all    lines   via   Union    Freight 

Railroad. 
Capacity,   623,000   cubic   feet. 


ALBANY  TERMINAL  STORES 

Direct    connection    with    Boston   &   Albany 

Railroad. 
Capacity,  1,430,000  cubic  feet. 


OUR  FACILITIES  ARE  UNEXCELLED 

Wharfage  and  Dockage 
Free  and  Bonded  Stores 

A  Warehouse  on  every  railroad  entering  Boston 

Total  General  Storage  Capacity  10,329,000  cubic  feet 
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THE  ST.  LAWRENCE  WATERWAY 

In  an  address  by  Henry  F.  Merrill,  of  Portland, 
Maine,  chairman  of  the  State  of  Maine  Foreign  and 
Domestic  Commerce  Commission  and  member  of  the 
executive  committee  of  the  New  England  i  and 

Domestic  Commerce  Commission,  before  the  Boston 
Chamber  of  Commerce  recently,  distributed  by  the  New 
England  Traffic  League  (404  Chamber  of  Commerce, 
Boston),  we  have  a  treatment  of  the  (treat  I.ak 
Lawrence  Canal  project  that  is  valuable,  because  Mr. 
Merrill  deals  with  some  of  the  questions  that  arise  in  the 
minds  of  men  who  wi-h  to  know  the  real  facts.  He 
handles  the  matter  from  the  New  England  j>oint  of  view 
and  is  frankly  against  the  project,  as  might  be-  expected  ; 
but  his  argument  docs  not  rest  solely  on  sectionalism, 
though  he  weakens  it  somewhat  at  <  i  by  hi- 

ment  that  the  proponents  of  the  plan  "inu-t  reali/e  thaj 
the  lieiietr  if  completed  and  u- 

a  project,  must,  of  necessity,  work  iniur\  to  the  M*ahr>artl 
of  our -great  nation."     In  so  far  as  this 


unloading  at  lake  ports,  to  support  something  that  he 
knew  nothing  about. 

Mr.  Merrill  sees,  in  the  fact  that  the  proposed  water- 
way would  of  necessity  be  closed  during  the  five  winter 
months,  a  practical  objection  to  the  building  of  the  canal ; 
furthermore,  he  thinks  the  project  physically  impracti- 
cable, and  he  quotes  from  the  report  of  the  Roosevelt 
commission,  that  "there  are  certain  difficulties  in  the  way 
of  such  a  canal  being  a  success.  No  matter  by  whom 
conducted,  it  is  intended  to  be  used  by  vessels  which  can 
navigate  the  ocean,  canals,  and  lakes.  We  do  not  believe 
that  such  vessels  can  be  constructed,  so  as  to  be  eco- 
nomically a  commercial  SUCK 

He  takes  particular  exception  to  the  statement  ad- 
vanced by  proponents  of  the  waterway,  that  75  to  80  per 
cent  of  all  merchant  vessels  would  be  able  to  and  would 
use  the  waterway.  He  argues  that  it  is  a  well-known 
fact  that  vessels  of  over  21  feet  draft  cannot  safely  be 
navigated  in  a  25-foot  channel,  such  as  is  proposed,  and 
contends  that  only  186  of  the  1.5Oo  \e-sel>  built  by  the 
t'nited  States  government  since  the  beginning  of  the 
war  are  of  21  feet  or  less  draft,  loaded. 

The  cost  of  operating  a  10,000-ton  trans-Atlantic 
ship,  Mr.  Merrill  -  -100,000  a  round  trip,  and  it  has 

been  estimated  that  such  a  ship  can  make  one  more  trip 
each  year  from  Boston  to  Liverpool  than  from  New  York 
to  the  same  destination.  He  adds;  "What  would  be 
the  re-nit  in  the  earnings  of  the  same  ship  in  the  navi- 
gation of  1,339  extra  miles  uf  restricted  waterways  and 
locks  from  Montreal  to  Ihiluth?" 

"The  marine  insurance  rates."  he  continues,  "are  an- 
other important  factor  in  the  operation  of  steamships, 
and  I  am  assured  by  insurance  men  that  the  rates  must 


s  an  admission  that  the  plan  would  work.  hi.  argumejif,    pmfrably  be  three  or  four  time-   as   great   as  ocean  in- 
— which  is  that  it  would  not  work— is  inconsistent,  but 


we  believe  this  to  be  more  an  error  of  construction  than 

mything  olso.  for  in  the   rest  of  his  address  he  con- 

•hc  plan  on  its  merits,  dealing  with  the  alleged 

mpted  injury  to  the  seaboard  states  and  cities — New 

England   especially — merely  in   order  to   show   what   he 

thinks  to  be  the  motives  of  some  of  those  behind   the 


surance. 

With  the  completion  of  the  canal  and  the  dredging 
of  the  waterways,  Mr.  Merrill  contends,  the  job  would 
only  be  begun.  He  points  out  that  the  average  depth  of 
all  lake  ports  is  only  19  feet,  and  that  it  is  as  little  as  17 
feet  in  some  localities.  It  would  mean,  he  insists,  the 
expenditure  of  "countless  millions  .if  federal  money,"  in 


,plan.     So— though  his  argument  might  be  likened  some-      or,ler  to  makc  thcs(.  |,ar|M,rs  us.,1,1.  .  and  many  millions 


(what  to  that  of  the  man  who,  charged  with  harboriiu 
•us  dog  that  had  bitten  a  child,  alleged,  first,  that  tin- 
was  not  out  of  the  yard  on  that  d.i  .1.  that 
the  dog  had  no  teeth  ;  and,  third,  that  he  had  no  <log  any- 
how—it is.  nevertheless,  a  convincing  array  of  facts  that 
ought  to  be  considered  by  the  man  who  hitherto  has  been 
lured,  by  Ix-autiiul  pictures  of  ocean  liners  loading  and 

981 


more  of  private  capital  to  provide  the  dock  facilities. 

The  hydro-electric  feature  of  the  proposal.  Mr.  Mer- 
rill dismiss  -.  as  an  afterthought  of  the  men  who  urge 
the  waterway,  brought  in  to  conciliate  eastern  opponents. 
He  insists  that  the  waterway  should  stand  on  its  own 
merits  without  having,  "for  obviou-  reason-."  the  hydro- 
electric feature  as  a  pi>  p 
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Dependable,  Fast  Freight  Service 

has  resulted  in  a  substantial  move- 
ment of  traffic  via  the 

Gulf,  Mobile  and 
Northern  Railroad 

To  further  augment  our  Service  be- 
tween Northern  centers  and  Southern  and 
Southwestern  points  another  Fast  Freight 
Schedule  is  being  inaugurated. 

To  expedite  your  shipments  route  via 
Bells,  Tenn.,  Jackson,  Tenn.,  or  New  Al- 
bany, Miss. 

THE  ROAD  OF  SERVICE 


CHICAGO,  ILLINOIS 
551  Marquette  Bldg. 

DETROIT,  MICHIGAN 
704  Free  Press  Bldg. 

ST.  LOUIS,  MISSOURI 

>  -    426  Pierce  Bldg. 

KANSAS  CITY,  MISSOURI 

717  Railway  Exchange  Bldg. 


Offices  at: 

MEMPHIS,  TENNESSEE 

536  Bank  of  Commerce  Bldg. 

LOUISVILLE,  KENTUCKY 
302  Louisville  National  Bank  Bldg. 

NEW  ORLEANS,  LOUISIANA 
1012  New  Hibemia  Bldg. 

MOBILE,  ALABAMA 
71  Conti  Street 


PACIFIC  COAST  STORAGE 

The  PORT  OF  TACOMA  offers  storage  facilities 
on  its  PIER  ONE  for  the  assembling  of  shipments  of 
lumber,  steel  rails,  plates,  machinery  and  all  heavy  and 
bulky  cargo  at  low  rates  and  with  generous  free  time 
privileges. 

Ships  of  all  lines  call  at  this  dock. 

PORT  OF  TACOMA 

612  Tacoma  Bldg. 
Tacoma,  Washington 


May  6.  1922 
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The  promise  of  friends  of  the  measure,  that  grain 
will  be  stored  at  Portland  and  Boston  in  the  seven  open 
months  so  that  it  may  be  exported  from  those  ports  in 
the  winter  is  examined  by  Mr.  Merrill,  who  points  out 
that  the  elevator  facilities  of  the  two  cities  are  not  nearly 
extensive  enough  to  take  care  of  this  hypothetical  busi- 
ness; and  he  adds  that  some  consideration  should  be 
given  to  the  carriers  and  their  finances  before  spending 
a  lot  of  money  on  a  project,  the  hope  for  which  contem- 
plates taking  from  the  railroads  a  large  part  of  their 
tonnage. 


INTERVENTIONS  BEFORE  LABOR  BOARD 

\ow  that  the  dust  has  cleared  away  and  the  likeli- 
hood of  a  recurrence  of  the  argument  over  interventions 
before  the  Labor  Board  seems  remote,  a  few  observa- 
tions on  the  question  may  not  come  am 

The  board  has  decided  definitely  that  its  policy  for 
the  future  will  be  not  to  admit  outsiders  as  parties  to 
any  dispute,  thus,  in  effect,  pn—i-rving  the  principle 
expressed  over  a  year  ago  when  the  National  Industrial 
Traffic  League  tried  to  intervene  in  the  national  agree- 
ment- case.  At  the  same  time  it  has  expressed  it-elf  as 
having  the  power,  under  the  law,  to  seek  where  it  wi-hi •- 
for  information.  It  was  on  that  ground  that  it  allowed 
the  Traffic  League  to  present  its  petition  and  the  N.i 
tional  Industrial  Conference  Board  to  make  it-  pre-en- 
tation. 

•ide  from  the  question  of  law,  which  may  or  may 
n<-t  be  correctly  interpreted  by  the  board,  the  real  reason 
for  refusing  to  permit  interventions  is,  we  think,  a  fear 
on  the  part  of  the  board  that  to  allow  one  such  interven- 

might  mean  that  hundreds  would  follow.  It  has 
been  said  by  board  members  that  the  intervention  of  the 
league,  if  allowed,  would  be  the  signal  for  the  appear- 
ance before  the  board  of  outside  labor  organization-, 
community  industrial  associations,  and  even  social  and 
church  societies,  with  similar  demands.  It  was  the 
thought  of  these  members  that  if  one  outside  party  was 
heard,  all  of  them  would  have  the  same  privil. 

Ignoring,  for  the  moment,  the  fact  that  the  board 
would  have  the  liberty,  and  ought  to  have  the  good  -en-e. 
to  decide  whether  or  not  the  claims  of  all  prospective  par 
ties  to  be  heard  were  as  valid  a-  those  of  an  organiza- 
tion composed  wholly  of  member-  that  pay  freight  bills, 
flie  arguments  seem  to  us  to  be  men-  -hying  at  a  bogey- 
man. We  venture  to  assert  that  the  board  could  openly 
announce  that  all  parties  desiring  to  <lo  so  could  become 
parties  to  any  dispute,  and  the  gift  would  not  be  ac- 
cepted by  five  organizations  or  individuals  within  the 
:  year,  while  it  still  bore  the  glitter  of  novelty.  The 
appearance  of  any  organization  before  the  hoard  to  pre- 
sent testimony  means  an  expenditure  of  money.  And 
no  one  *pen<l-  money  unless  he  i-  certain  In-  has  some- 
thing to  gain.  That  alone  would  serve  to  keep  away  the 
host  of  fanatics  that  the  board  intimated  would  inun- 
date it. 

Frank  Walsh  threatened  to  bring  the  Church  Fed- 
eration into  the  wage  case  if  the  league's  petition  were 
allowed  in  the  record,  but  when  Chairman  Hooper  ex- 
trnded  an  invitation  through  him  to  the  federation,  he 
did  not  intimate  that  it  would  be  accepted.  The  truth 


probably  is  that  the  churches  are  not  sufficiently  inter- 
ested in  the  wage  question  to  spend  the  money  neces- 
sary to  procure  the  necessary  information  to  make  a 
reasonable  showing,  and  to  send  the  proper  men  to  the 
board  to  present  such  information. 

The  Interstate  Commerce  Commission  has  been  lib- 
eral in  permitting  interventions  in  cases  of  general  inter- 
est, yet  in  the  recent  general  rate  inquiry,  which  created 
the  widest  kind  of  interest,  only  one  outsider  appeared, 
and  he  took,  if  we  remember  rightly,  five  minutes  of  the 
Commission's  time.  There  is  no  reason  to  believe  that 
the  situation  would  be  any  different  if  persons  were 
allowed  to  intervene  in  the  kind  of  cases  the  Labor  Board 
handles. 

So  far  as  the  Traffic  League  is  concerned,  it  merely 
got  the  fall  it  appeared  to  be  riding  for.  It  certainly 
could  not  have  expected  the  board  to  permit  it  to  inter- 
vene with  the  kind  of  petition  it  filed.  It  has  completed 
the  record  by  endeavoring  to  get  it-  views  before  the 
board.'and  that  is  all. 


GENERAL  RATE  INQUIRY 

Tkt   Traffic   World   ll'askinglon  Bureau 

It  may  be  the  Commission  will  decide  the  general  rate  in- 
quiry case  within  a  few  days,  but,  if  go,  those  who  have  usually 
been  able  to  foretell  the  promulgation  of  a  decision  of  tha: 
Importance  four  or  five  days  in  advance,  have  lost  their  powers 
of  vision.  It  may  be  the  decision  will  be  handed  down  before 
the  middle  of  Mar.  but.  If  so,  the  usual  signs  are  lacking.  Some- 
limes  the  Commission,  like  the  Supreme  Court  of  the  United 
States,  has  been  able  to  surprise  those  interested,  but  such 
Instances  have  been  few. 

Some  of  those  Interested,  more  in  knowing  the  when  than 
the  what  of  this  case,  have  been  inclined  to  pessimism  this 
week.  One  cause  for  the  pessimism  about  the  time  of  the  com- 
ing of  the  report  Is  caused  by  the  Improvement  of  business. 
In  March,  the  railroad*,  as  a  whole,  came  much  nearer  earning 
what  section  15- A  contemplates  than  at  any  time  sino-  i  ill- 
Issuance  of  the  report  in  Ex  Parte  74.  One  way  of  looking  at 
the  Commission's  Inquiry  In  that  It  was  instituted  because  busi- 
ness was  bad.  Bad  business,  by  implication,  reflected  on  the 
judgment  of  the  Commission  expressed  in  Kx  Parte  74  when  It 
held  that  the  rates  therein  permitted  would  be  Just  and  rea- 
sonable for  shippers  and  carriers — that  is.  that  they  would  per- 
mit the  shippers  to  do  such  a  volume  of  business  that  both  car- 
riers and  shippers  would  be  reasonably  happy.  With  business 
Improving  and  the  carriers  coming  within  gunshot  distance  of 
the  6  p<-r  «-ni  Congress  said  would  be  a  fair  return,  the  query 
arises  whether  the  Commission's  Judgment  in  Ex  Parte  74  was 
so  bad. 

Improvement  In  business,  the  continuance  of  the  coal  strike 
and  the  fact  that  the  Labor  Board  has  not  made  a  decision  with 
regard  to  any  of  the  wage  or  working  condition  cases  before 
It.  tend,  the  pessimistically  inclined  argued,  to  persuade  the 
Commission  that  there  is  no  need  for  unusual  efforts  to  come 
to  a  ronrlusion  on  the  general  rate  Inquiry. 

•**^lll  this,  however.  Is  mere  "dope,"  speculation,  gossip,  or 
whatever  It  may  be  denominated.  Commissioners  have  not  hesi- 
tated, sometimes  Jocularly  and  sometimes  seriously,  to  indicate 
to  those  Interested  In  the  when  of  the  decision  that  they  were 
not  nearly  no  ready  with  their  Judgment  as  might  be  inferred 
from  the  reports  published  In  Wall  street  and  In  so-called  private 
advice  circular  letters,  purporting  to  give  the  general  outlines 
of  the  decision  and  forecast  the  time  of  its  delivery. 

Many  of  those  who  have  had  much  experience  with  the  work 
of  the  Commission  have  long  been  Inclined  to  the  view  that 
May  would  be  at  least  half  gone  before  a  pronouncement  might 
be  expected.  It  would  not  surprise  these  persons  If  It  did  not 
rome  so  soon.  With  business  Improving,  notwithstanding  the 
coal  strike,  the  reason  for  a  quick  disposal  of  the  case  Is  not 
so  strong  as  it  was  when  It  seemed  business  was  on  the  way 
to  the  demnltion  bow  wows  in  a  hand  basket. 

The  Commissioners  this  week  did  an  unusual  thing.  They 
devoted  two  whole  days  to  listening  to  arguments.  All  of  them 
gave  ear  to  the  discussion  of  the  Intrastate  express  rate  ruses. 
From  that  fact  It  would  be  as  easy  to  Infer  they  had  disposed 
of  the  general  Inquiry,  leaving  only  the  routine  work  of  prepar- 
ing it  for  the  public  to  be  done,  as  that  they  were  taking  their 
time  to  a  consideration  of  the  record,  satisfied  that  no  vital 
Interest  was  being  sacrificed  by  this  attention  to  another  case. 
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While  they  did  that  unusual  thing,  it  was  the  understanding 
among  those  who  took  the  trouble  to  inquire  that  they  devoted 
more  hours  to  a  consideration  of  the  details  of  the  record  on 
the  days  other  than  those  two  they  spent  in  listening  to  the 
express  cases,  than  in  any  preceding  week. 

MARCH  REVENUE  NEARLY  6% 

Tht  Traffic  World  Washington  Bureau 

The  class  I  roads  earned  a  net  railway  operating  income 
of  5.83  per  cent  in  March  —  the  nearest  they  have  come  to 
earning  6  per  cent  in  any  month  under  the  transportation  act. 
In  October,  1921,  they  achieved  a  return  of  5.4  per  cent. 

In  the  three  months  ended  with  March  they  earned  a  net 
of  4.51  per  cent. 

The  class  I  roads  in  the  eastern  district,  in  March,  had  a 
return  of  7.8  per  cent—  the  highest  return  achieved  in  any  dis- 
trict thus  far  under  the  act.  This  is  attributed  to  heavy  coal 
traffic  in  March,  resulting  from  the  then  threatened  coal  strike. 

The  story  of  the  revenues  and  expenses  for  March  this 
year  and  March.  1921,  and  the  three  months  ended  with  March 
this  year  and  the  same  period  of  last  year,  as  told  by  the  Bureau 
of  Railway  Economics,  follows: 


Month  of  March 


using  the  shorter  haul  to  water  for  export  grains.     To  illustrate  what 
is  happening  in  this  respect,  63  per  cent  of  the  wheat  exported  from 
this   country    in    1913    went    out   through    the   Atlantic   and    Canadian 
ports.     In  1921,  only  24  per  cent  passed  through  the  eastern  ports.     In 
1913,   the  gulf  ports  handled  31  per  cent  of  our  export  wheat,  and  in 
1921   slightly   more   than   59  per  cent.     Last  year  the   east  and   west 
rail  lines,  which  formerly  handled  the  bulk  of  our  grain,  were  running 
small  trains  with  light  loads,  while  the  north  and  south  lines  in  the 
surplus    producing    country,    which    had    formerly    handled    less    than 
one-third  of  our  export  grain,  were  hauling  long  trains,  heavily  loaded, 
and  our  southern  ports  were  congested  with  cars  of  grain  waiting  for 
ships  that  might  be  unloaded. 

In  the  case  of  crops  for  domestic  consumption  grown  in  the  great 
surplus  states  east  of  the  Rocky  Mountains,  water  transportation   is 
not  available.     The  farmers  in  these  states  must  use  railroad  to  ship 
their   surplus   to    market   and    the   continuation   of    the    present   high 
rates  must  inevitably  reduce  the   tonnage  of   coarse  grains  and  hay 
shipped  to  the  east.    We  hear  some  criticism  of  the  agricultural  sched- 
ules of  the  tariff  bill  now  under  consideration  by  Congress.     In  point 
of  fact,  the  duties  proposed  to  be  levied  upon  the  principal  agricultural 
products   are   hardly   sufficient   to   equalize   the   additional   freight   tax 
which   already    has   been    imposed    upon    the    farmers   of   the   surplus 
producing  states.     The  increase  in  railroad  rates  during  the  past  five 
years  has  been  in  effect  a  differential  against  our  own  farmers  in  favor 
of  the  farmers  of  foreign  nations  with  whom  they  must  compete. 

To  discuss  in  detail  the  effects  upon  agriculture  and  industry  in 
general  of  the  advances  in  freight  rates  of  the  past  four  years  would 
require  hours  and  days  rather  than  minutes.     In  brief,  if  the  present 
high  rates  are  continued  for  any  length  of  time  their  probable  effect 
will   be: 

First,  to  favor  the  farmers  of  South  America  and  Australia  at  the 
expense  of  our  own  farmers,  and  all  the  more  so  because  of  the  sub- 
n»Tru?        stantial  decreases   in  ocean  rates. 

Item  Second,  to  keep  prices  of  farm  products  in  the  large  surplus  pro- 

Total  Operating  Revenues:  ducing  states  at  figures  lower  than  are  justified  by  the  investment  in 

Eastern   District   (incl.   Poca.    Reg.)  .....  $24::,565,48(     3t-t],toi,iu       iu.i-      land  und  equipment  and  cost  of  farm  production,  except  during  years 

Southern  District    (excl.   Poca.   Reg.)....     62.009,728         60,484,458         2.5       Of  short  crops. 

Western  District   ........................  170.094.421         78,306.097     *  4.b  Third,  to  prolong  the  period  of  dissatisfaction  among  farmers  and 

Total  —  United  States  ..................  474.669,628      459,048,3^7        s.i      encourage  advocates  of  economic  fallacies  of  all  sorts. 

Total  Maintenance  Expenses:  Fourth,  to  improve  the  position  of  eastern  truck  and  fruit  grow- 

Eastern   District   (incl.   Poca.    Reg.)  .....     SO.  858,62:         82,  608.  709     *  l.i       ers,  but  add  considerably  to  the  cost  of  production  of  milk  and  dairy 

Southern   District    (excl.    Poca.   reg.)  ----     20,716,840        22,492,737     *  i.»       products,   because   of  the   advanced   prices  of  hay   and   coarse   grains 

Western    District    ......  ,.  ................     57,797,276        64,201,13!     *10.0       necessarily  shipped  in  from  the  west. 

Total  —  United   States    :  ................  159,372,737      169,352,584     *  5.9  Fifth,    to   gradually    shift   industrial   enterprises  westward,   nearer 

Total  Operating  Expenses:  the  surplus  food  producing  .territory. 

Eastern   District   (incl.   Poca.    Reg.)  .....  181.212,909      196,  193,9.8  Sixth,  to  promote  sectional  rather  than  national  spirit  and  make 

Southern  District   (excl.   Poca.   Reg.)  ----     47,137,91!         53,203,62,      '11.4       more  and  more  difficult  large  national  policies  with  respect  to  inter- 

Western    District    .......................  132,577.622      150,713,589     *12.0       national  affairs. 

Total—  United  States  ..'...  .............  360,928,443      400,111,18!  No     ood  cjtjzen  can  flnd  comfort  or  satisfaction  in  contemplating 

Net  Railway  Operating  Income:  such  results. 

iolu1ne?nDDlstHct<iexclPpoack    Rig)'''       11  093'  394          \\l  ll'sll        '.'.  *  am   not   making   a  special   plea   for  the   farmer  as   against   the 

Western  District  24554023        14963262         ..  railrqad.     The   relation   between  agriculture  and   transportation   is  so 

Tntal—  TTnlr^  I    State's  "  83510888        30807066  very  intimate  and  dependent  that  neither  can  afford  to  acquiesce  in  a 

Rate  FaVned—  Anr  uai  Basis-'  .........  condition  which  seriously  affects  the  other.     They  must  work  together 

v*c£r  int    HnH     Pora     Rpe  )  7  80  1  93  in  harmony  and  understanding.     The  important  point  I  am  trying  to 

aSShSn  Dtetrtet  (exci    Poca    Re?)  4  99  1.81         ..  make  is  this:    That  this  nation  has  been  built  up  by  a  system  of  low 

W^tern  Distrlf  412  ..  railroad   rates   designed    to   encourage   the   movement   of    our   surplus 

Total     TTnitPd   sratek'"  215  agricultural    crops    long    distances    to    manufacturing,    industrial    and 

ea.bt  business  centers,   with  a  corresponding  return   haul   of  manufactured 

<?  \fonths'  Period  Ended  March  31  products,  and   that  a  sudden   reversal  of  this  theory  of  rate  making 

Pet.  results  in  great  economic  injustice  and  if  persisted  in  will  keep  us  in  a 

Tt__  1Q99  10-11         of  Inc  state  of  confusion  and  agricultural  and  business  uncertainty  for  a  pro- 

Total  ODe?2tine  Revenues-  lonZe?  Period..     The  need  of  permitting  the  railroads  to  charge  rates 

Fast*™  i   District    Mnc  f   Poca     Ree  )          $643>533  691     $646545534     *  0.5  sufficiently  high   to  cover  reasonable   costs  of  operation   and  mainte- 

Soufhem  District     excl    Poca    Reg)  .....   166  878389       176  944M7     *  5.7  nance  and  yield  a  fair  return  upon  the  capital  invested  is  so  obvious 

Kli«n<M8     *101  that  lt  must  at  once  be  conceded.     Both   commerce   and   agriculture 

i  271  Bill  383    1  336329818     *  4  8  require  efficient  transportation.    But  the  folly  of  undertaking  to  estab- 

J."l.WiW     1,336,329,81!  ,igh  sucn  rates  who],     without  consideration  of  their  disastrous  effect 

.                       .              220,063.279  254,920.366  -13.7  g^SSS?"?1  the  greatest  indust^  °f  the  c°««'ry,  ««  "°w  apparent 

Southern  District  (excl.  Poca.  Reg.)  ......     57,154,949  67,236,739  *15.0  '  e™* 

Western    District    .                                 .....  162.938.363  193,566,845  *15.8  The  most  hopeful  sign  at  the  present  time  is  the  apparent  recog- 

Total—  United  States    .                       .....440,156,591  515,723,950  *14.7  nition  of  the  railroad  management  that  our  present  high  rates  can  not 

Total  Operating  Expenses:  be   continued   without  disaster  to  the   railroads   themselves,   and   that 

Eastern   District    (incl.    Poca.   Reg.)  .....  508,954,382  608,381,664  M6.3  rates  must  come  down  to  a  point  not  far,  if  any,  above  the  pre-war 

Southern  District  (excl.  Poca.  Reg.)...    .  133,107,669  160,964,267  »17.3  lisn  such  rates  wholly  without  consideration  of  their  disastrous  effect 

Western    District                                                .   3S0.856.485  457.599.375  *16.8  minded  and  clear  thinking  people  in  taking  the  steps  which  will  make 

Total—  United    States    ................  1,022,918,536  1,226,945,306  *16.6  lt;  Possible  to  bring  about  the  necessary  reduction. 

Net  Railway  Operating  Income:  _ 

Eastern  District   (incl.    Poca.   Reg.)  ......     96.669,107  .    4,271,777 

***?.  '  :      llill:l!l     iSjfrlll      /  TRANSPORTATION  LEGISLATION 

Basis::  •  •  •   160'"8'907         27'574'4°7  Tk.  Traffic   WorU   W«K#~  B.rf.. 

Eastern  District  (incl.  Poca.  Reg.)  .....  6.44  0.28  Senator  Cummins,  chairman  of  the  Senate  interstate  com- 

w«£ern  ™«f    «  (exc1'  Poca'  Refr-):'---  merce  committee,  said  this  week  he  hoped  to  get  out  reports  on 

Total—  United   State's':  4.51  o'.77       .  .'  the  Cummins'  investigation  and  the  Capper  and  Nicholson  bills 

Average  mileage  Eastern  District.  64,462.56;  Southern  District,  38,  within   the  next  three   weeks.      The  investigation   will   be  closed 

442.66:   Western  District,    132,299.69;   United  States,   235,204.91.  shortly. 

With  regard  to  the  changes  in  the  transportation  act,  that 

Henry  Ford's  D.  T.  &  I.  Railroad  had  a  net  railway  oper-  would  result  from  approval  of  the  Capper  or  Nicholson  measures, 

ating  income  of  f  176,659  in  March,  an  increase  of  $116.889  over  it  is  believed  Senator  Cummins  will  make  use  of  the  report  of 

March,  1921.  according  to  the  report  of  the  company  filed  with  the  joint  committee  representing  the  Commission  and  the  state 

the  Commission.    In  the  first  three  months  of  this  year  the  net  commissions  in  the  matter  of  co-operation. 

was   1334,356,  an  increase  of  $582,957  over  the  same  period  in  Senator  Cummins  is  on  record  as  against  repeal  of  section 

1921.  15-a,  as  provided  for  in  the  Capper  bill.  Whether  or  not  the  plan 

/  worked  out  with  respect  to  regulation  of  intrastate  rates  will  be 

./  /     TTI  A  TDTV/TTT'DO      A  Km     TTIT?     T?  A  TT  "PHATiC!  put  forward  by  him  as  a  reason  why  there  should  be  no  change 

V  /      Y  AKMHtKb    AJN  L      1  MHj     KALLKU  AJJb  ln  section  13  of  the  act  ft  not  known. 

Henry  C.  Wallace,  Secretary  of  Agriculture,  in  an  address  The  committee  has  never  held  a  meeting  to  consider  the 

before  the  Academy  of  Political  Science  in  New  York,  April  28,  on  proposed  repeal  of  section  15-a  or  the  modification  of  section  13. 

the  subject,  "The  Farmers  and  the  Railroads,"  said:  Senator  Cummins  hopes  to  get  the  committee  together  within 

Either  freight  rates  on  agricultural  products  and  on  the  principal  the  next  few  weeks  for  that  purpose. 
commodities   the   farmers   need   to   buy   must   come   down    quickly    to  _ 

about  pre-war  levels,  or  prices  of  agricultural  products  must  increase 

sufficiently  to  equal  the  Increasing  freight  rates,  or  there  will  be  pro-  PETITIONS    FOR    REHEARING 

found  readjustments  in  agricultural  production,  and  these  will  involve  ,  ..  .       -T        ii-rrn     /->•*•          >    /-.     ,    *,•    • 

readjustments  in  industry  as  well.  Complainant    in    No.    11779,    Citizens'    Coal    Mining   Co.   vs. 

Cherishing  the  hope  that  present  high  freight  rates  are  tempo-  Director-General,  Illinois  Central  et  al.,  has  asked  the  Commis- 

rary,    the    farmer    is    struggling    to    continue    his    farming    operations  ainn    tr>   prant    a    rphparine-  anrt    rparmi  merit   In    that    r>ooo 

without  material  change,  and  in  the  meantime  casting  abSut  for  ways  slon_t°  /?„,>.  in  that  case. 

by  which  he  may  overcome  the  handicap  imposed  upon  him.    The  fruit  The    Northwestern    Coal    Dock    Operators'    Association    has 

and  truck  growers  of  the  far  west  and  southwest,  for  example,  are  petitioned   the   Commission   to  grant  a  rehearing  in  No.   11081, 

VSSI"?  '0°  Sff'nSS'Bgnia  ^hiT^ay^oKeafu^T^Uei  ?ounduP  Coal  Mining  Co.  vs    Director-General,  Big  Fork  &  In- 

from    the   high    freights.     The   wheat   growers   of   the    west   also   are  ternational   Falls  Ry.  Co.   et  al. 
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Current  Topics 

in  Washington 


State  and  Interstate  Hide-and-Seek. — There  is  a  foundation 
for  a  pretty  game  of  hide-ami  .---k  b-  tween  the  state  and  federal 
commissions  now  that  the  Interstate  Commerce  Commission  is 
removing  the  thirteenth  section  orders  from  the  backs  of  the 
alate  bodies  because  they  have  rescinded  the  orders  they  passed 
denying  Ex  Parte  74  increases.  Absolution  granted  to  a  state 
commission,  because  it  has  allowed  intrastate  rates  to  be 
brought  up  to  the  Ex  Parte  74  level,  restores  that  body  to  full 
power  over  rates  for  services  that,  nominally,  at  least,  are 
wholly  within  the  state.  Full  power  means  authority  to  change 
(he  level,  because  it  exists  by  reason  of  the  determination  of  the 
state  body  and  not  because  the  national  Commission  has  said 
it  should.  Full  power  also  means  that  the  state  body  can  change 
that  level  at  will,  after  performing  what  will  satisfy  the  require- 
ment that  things  must  not  be  done  arbitrarily.  West  Virginia, 
it  is  believed,  is  a  case  in  point.  The  commission  of  that  state 
permitted  the  Pullman  surcharge  to  be  added  to  the  passenger 
fares  for  rides  within  that  state.  Now  It  has  decided  that  that 
is  not  a  proper  charge  to  make;  therefore,  it  must  come  off. 
The  national  Commission  Is  not  a  judicial  body;  it  cannot  Issue 
an  injunction;  it  has  no  power  to  suspend  the  tariffs  .Died  In 

Alliance  with  the  orders  of  the  West   Virginia  commission: 
all  it  can  do  is  to  institute  a  thirteenth  section  proceeding  to 
:  mine  whether  the  absence  of  a  surchange  in  West  Virginia 
'itutes  a  discrimination  against  Interstate  commerce.    About 
th>-    time    tli.-    Went    Virginia   commission    thinks    the   national 
body  Is  ready  to  bold  that  the  lack  of  a  surcharge  causes  a 
discrimination  against   Interstate  commerce.  It   can  rescind  its 
own  order  abolishing  It  and  allow  the  Ex  Parte  74  level  to  be 
restored.     Then   there   would    be   nothing   for   an   order   of    Hi-- 
national body  to  operate  on.    The  state  rate  would  be  the  same 
as  the  interstate.    The  state  commission,  further  to  complicate 
might   make  the  state  rate  a  bit   higher  than  the 

•  I  of  Ex  Parte  74  and  thus  shut  off  a  complaint  that  West 
Virginia  had  deprived  or  was  about  to  deprive  the  carriers  of 
revenue  needed  to  enable  them  to  discharge  their  duties  as 
carriers  of  interstate  commerce.  That  would  be  the  first  move 
In  the  game.  Then,  after  the  record  made  by  the  Commission 
had  grown  somewhat  stale  through  the  lapse  of  time,  the  state 
body  again  could  remove  the  surcharge,  and  that  might  be 

ned  the  second  step.  West  Virginia,  for  several  weeks,  has 
been  conducting  a  general  rate  inquiry,  presumably  with  a 
-,,  ordering  a  general  reduction  In  state  rates,  some  of  which 
are  higher  than  the  Kx  Part.-  74  lev.-l  Th.-r.-  is  no  way  In 
which  the  federal  body  can  put  an  end  to  thai  move.  It  will 
have  to  wait  until  West  Virginia  does  something,  and  then,  if 
the  carriers  are  so-minded,  they  can  bring  a  thirteenth  section 
proceeding  that  will  take  time  to  conclude.  All  this  Is  possible 
In  the  cse  of  West  Virginia,  simply  because  that  is  one  of  the 
states  that  accepted  Ex  Parte  74  and  thereby  retained  full 
control  over  rates  all  the  time.  Illinois  and  Louisiana  rescinded 
their  contrary  orders  and  thereby  obtained  forgiveness.  Kansas 
..red  the  rates  established  by  the  thirteenth  -.-ction  order  to 
be  the  legal  rates  and  got  a  certificate  of  rehabilitation. 


Usurpation  of  State  Power. — The  decision  of  the  Supreme 
Court  in  the  packer-stock  yards  case.  In  which  the  statute 
empowering  the  Secretary  of  Agriculture  to  regulate  things  In 

ock  yards  on  the  ground  that,  what  Is  dune  therein  Is  a 
regulation  of  commerce  bet»'  'ates,  gives  pain  to  those 

iiink  that  many  of  the  court's  decisions  In  the  last  f«w 
years  stretch  the  constitution  to  such  an  extent  that  there  is 
nothing  left  that  may  not  be  taken  from  the  states  wl  • 
Congress  gets  ready  to  do  so.  And  the  amusing  part  of  the 
Muni:  In  that  most  of  the  legislation  In  which  the  most  violent 
assaults  on  what  used  to  be  called  state's  rights  was  enacted 
while  the  political  party  that  was  supposed  to  be  the  guardian 
of  such  rights  was  in  power.  By  the  reasoning  the  court  used  In 
.improving  that  law,  every  flour  mill  that  uses  transit  grain. 
It  has  been  suggested  could  be  brought  under  the  control  of  the 
national  government  because  the  grain  was  flowing  In  commerce 
n  the  states  and  the  mill  is  but  a  throat  through  which 

mmerce  flown,  and  the  country  Is  Interested  In  having  that 
flow  steady  and  regular.  The  decision.  It  is  believed,  fore- 
shadows approval  by  the  court  of  the  construction  placed  on  the 
MCI  creating  the  Federal  Trade  Commission  under  which  It  has 
called  on  the  steel  and  coal  industries  for  statistics  of  produc- 
tion, under  the  contention  that  they  are  needed  by  It  in  the 
regulation  of  commerce.  In  the  same  way.  the  manufacture  of 
coffins  may  be  regulated  In  a  short  time,  because  Rome  of  the 

ies  use  transit  lumber   that  has  passed  through  a  transit 
mill  and  went  only  to  the  coffin  factory  while  en  route  In  corn- 
between  the  states.     In  much  the  same  way.  It  has  been 
suggested,   the   control   of   road  building   In   the   states   could    be 


taken  over  by  the  national  government  because  the  roads  are 
highways  over  which  flows  commerce  between  the  states  and 
the  regularity  of  flow  requires  that  there  be  a  symmetry  and 
uniformity  in  construction  and  quantity  of  maintenance.  Of 
course,  the  answer  to  the  ironic  remarks  that  have  been  made 
on  the  subject  by  those  inclined  to  suggest  that  the  Supreme 
Court  thinks  it  is  required  to  approve  everything  Congress  does 
because  it  has  been  criticised  for  declaring  so  many  statutes 
unconstitutional,  is  that  the  states  can  stop  the  so-called  usurpa- 
tion by  simply  electing  senators  and  representatives  to  Congress 
who  will  vote  to  repeal  any  and  all  such  regulatory  laws  that 
may  become  obnoxious  to  them.  The  states  have  complete 
power  to  force  the  repeal  of  every  statute  that  has  deprived 
local  officials  of  power  they  think  they  should  have,  just  as 
they  could  get  rid  of  the  parts  of  the  interstate  commerce  law 
that  deprived  the  state  commissions  of  the  power  to  discrimi- 
nate against  interstate  commerce — a  power  that  was  never  really 
theirs  but  which  they  exercised  until  the  Commission  made  its 
Shreveport  case  decision. 

Depression  Lightly  Felt  in  Washington. — The  increase  in  the 
duties  to  be  performed  by  the  national  government,  it  is  be- 
lieved, accounts  for  the  fact  that  Washington  has  not  felt  the 
depression  the  rest  of  the  country  has  been  struggling  with 
since  late  In  1920.  The  federal  government  has  been  discharg- 
ing its  war  workers  by  the  thousands,  but  when  they  have  been 
let  out  of  one  branch  of  the  service  they  have  gone  to  some 
other.  That  was  necessary  by  reason  of  the  new  work  taken 
over  fcy  the  national  government.  The  new  additions  to  the 
regulatory  work  centered  in  Washington  has  brought  to  Hie 

•al  City  thousands  of  men  and  women  to  speak  for  tin- 
int-n  and  interests  brought  Into  contact  with  the  federal  gov- 
ernment. The  number  of  representatives  of  interests  centered 
outside  of  Washington  is  constantly  increasing.  Those  affected 
by  the  new  regulatory  laws  must  have  representatives  in  Wash- 
ington to  deal  with  the  government.  Correspondence  is  slow 
and  unsatisfactory.  It  usually  results  in  a  form  letter  telling 
the  Inquirer  some  of  the  things  he  may  not  do  without  being 
In  danger  of  being  yanked  before  a  federal  court.  It  is  believed 
foreign  governments  and  foreign  interests  have  hundreds  of 
persons  In  Washington  on  their  payrolls,  directly  or  Indirectly, 
each  making  inquiries  about  some  matter  in  which  some  Ameri- 
can Is  Interested  because  he  has  connections  abroad  that  n<-<  <1 
to  know  what  some  official  in  Washington  thinks  might  be  don>> 
to  forward  that  interact.  By  the  foregoing  it  is  not  meant  to 
Insinuate  that  there  Is  anything  wro»K  In  such  representation, 
but  merely  to  set  forth  what  seems  the  fact  namely,  that 
Washington,  by  reason  of  the  war  and  the  desire  to  n-Kuhite 
fM-rything.  In  a  way  of  speaking,  has  become  the  capital  of  the 
world,  and,  as  such.  Is  more  prosperous,  probably,  than  any 
other  spot  on  earth. 


Judge  Page's  Labor  Board  Decision. — Judge  Page's  holding 
that  the  tabor  Board  part  of  the  transjiortation  law  is  const  i 
tutlonal.  with  Its  Implication  that  the  legislative  branch  of  the 

tnent  has  the  power  to  regulate  the  terms  of  employment 
of  the  men  engaged  on  Interstate  railroads,  has  attracted  con- 
siderable attention  While  he  held  the  board  had  only  advisory 
power,  the  thought  back  of  the  opinion  is  taken  to  be  that,  of 
course.  Congress  has  the  power  to  say  on  what  terms  men  shall 
work  for  the  carriers.  If  they  work  for  them  at  all.  In  addition 
to  forbidding  acts  calculated  to  prevent  or  hinder  commerce 
between  the  states,  but  that  it  had  not  empowered  the  board  to 
enforce  Its  findings,  on  either  the  carriers  or  the  workmen. 
Organized  labor  leaders.  It  Is  suspected,  when  the  Issue  as  to 
tigress  has  the  power  to  forbid  Interruption  of  com- 

:ind  establish  the  wages  and  working  condilions  is  Joined, 
wltl  take  the  position  that  the  orders  of  the  board  can  be  en- 

against  the  carrier  corporations,  but  not  against  the  men. 
If  they  all  decide  to  quit  at  the  game  time.  They  would  con- 
tend that  enforcing  the  terms  of  a  contract  of  employment 
would  be  slavery.  Ignoring  the  fundamental  fact  that  slavery 
is  not  a  contractual  relation  at  all.  while  that  of  employment 
Is  wholly  a  matter  of  contract,  in  law.  if  not  In  fact;  that  it 
Is  enforceable  always  against  the  employer  for  specific  perform 

i   damages  In  lieu  thereof,  but  never  against  the  emplove 

would  Ignore,  It  Is  believed,  the  fact  that  the  contract 
between  a  railroad  and  its  employes  Is  only  by  courtesy  called 
a  contract,  because  the  terms  are  forced  on  the  carrier  com- 
panies by  unions  willing  and  able  to  resort  to  physical  terrorism 
to  Impose  their  terms.  The  harsh  way  in  which  the  law  of 
conspiracy  was  enforced  against  worklngmen  in  England  200 
years  ago  resulted  in  the  creation  of  the  tyranny  of  organized 
workmen,  which,  for  political  reasons,  has  been  fostered  so  that 
it  has  wholly  displaced  the  employer  terrorism.  That  is  the 
situation  which  many  of  those  who  have  read  Judge  Page's 
opinion  believe  he  Intimated  could  be  dealt  with  by  Congress,  In 
the  exercise  of  its  power  to  regulate  commerce  between  the 
slates. 


Poor    Mail    Service. — Dr.    Work.    Postmaster-General,   unless 
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he  Is  able  to  prescribe  something  for  his  sick  organization,  may 
flnd  himself  held  up  as  the  man  who,  in  time  of  profound  peace, 
has  not  been  able  to  move  the  mails  as  expeditiously  as  Mr. 
Burleson  moved  them  when  the  country  was  busy  with  war. 
President  Harding  is  trying  to  reduce  the  expenses  of  the  gov- 
ernment. The  Post  Office  Department  has  not  been  paying  its 
way  for  a  long  time.  As  a  matter  of  fact,  accountants  could 
show  that  it  never  did  pay  its  way  even  when  Postmasters- 
General  Hitchcock  and  Burleson  were  claiming  it  was  making 
a  profit.  That,  however,  is  another  story.  The  present  one  is 
that  the  mail  service  has  slowed  up.  The  economy  plans,  it  is 
suspected,  have  helped  slow  down  the  mails.  Besides  there 
have  been  suggestions  of  sabotage  in  the  government  service 
because  employes  in  some  departments  have  been  asked  to 
work  as  much  as  eight  hours  instead  of  the  six  and  a  half  or 
seven  that  have  been  in  vogue  in  the  departments  for  many 
years.  Government  employes,  as  a  rule,  believe  they  were  not 
as  well  treated  during  the  war  as  was  outside  labor  in  the 
matter  of  increased  wages.  They  did  not  obtain  as  large  per- 
centage increases.  Nor  have  they  been  cut,  as  have  many  other 
workers,  so  that,  on  an  average,  they  are  probably  as  well  off 
as  most  classes.  That,  however,  does  not  make  them  feel  as 
ready  to  do  as  much  work  as  reduction  in  the  number  of  em- 
ployes requires,  if  there  is  to  be  no  lessening  of  accomplishment. 

A.  E.  H. 


OIL  RATE  FROM  SHREVEPORT  GROUP 

The   Traffic   World   Washington  Bureau 

In  a  report  on  I.  and  S.  No.  1472,  the  Commission  has  ap- 
proved a  fourteen-cent  proportional  rate  from  the  Shreveport 
group  to  Baton  Rouge,  Natchez,  and  Vicksburg,  provided  it  is 
limited  so  as  to  apply  only  to  destinations  in  Southeastern  Terri- 
tory. Unless  so  limited,  it  would  break  down  the  higher  com- 
binations to  C.  F.  A.  and  Trunk  Line  territories  from  the  mid- 
continent  field.  The  rates  from  that  field  were  prescribed  by  the 
Commission.'  The  protesting  carriers  took  the  position  that  a 
nineteen-cent  rate  from  northern  Texas  was  too  low  and  that 
the  way  to  cure  the  situation  would  be  to  raise  that  rate  to  24.5 
cents  and  retain  the  proportional  of  nineteen  cents  from  Shreve- 
port. 

VALUATION    BILL   AMENDMENT 

The  Traffic   World   Washington  Bureau 

The  House  committee  on  interstate  and  foreign  commerce 
has  adopted  a  favorable  report  on  the  Senate  valuation  bill 
(S.  539)  which  amends  the  valuation  act  so  as  to  relieve  the 
Commission  of  the  duty  of  ascertaining  and  reporting  the  so- 
called  cost  of  reproduction  of  carrier  lands. 


TEXAS  INTRASTATE  RATES 

The  Traffic   World   Washington  Bureau 

The  Commission  has  set  aside  its  order  in  No.  11764,  in 
the  matter  of  intrastate  rates  within  the  state  of  Texas,  effective 
from  and  after  May  20.  The  Railroad  Commission  of  Texas 
has  issued  an  order,  effective  May  15,  establishing  between 
points  in  the  state  the  increased  intrastate  rates  and  charges 
for  freight  service  prescribed  by  the  Commission  in  the  order 
to  be  set  aside.  The  effect  of  the  action  taken  is  similar  to 
that  recently  taken  in  the  Indiana,  Illinois  and  Kansas  intrastate 
cases  wherein  the  Commission's  orders  were  vacated. 


COMMISSION   ORDERS 

On  request  of  the  various  complainants,  the  Commission 
has  dismissed  the  following  complaints:  Nos.  13519,  Eagle  Iron 
Works  Company  vs.  P.  C.  C.  &  St.  L.  Ry.;  13473,  Sherer-Gillette 
Company  vs.  Director-General  and  Kanawha  &  Michigan;  13291, 
Vim  Motor  Truck  Company  vs.  Director-General;  13268,  Natchez 
Chamber  of  Commerce  et  al.  vs.  111.  Cent,  et  al.;  and  13102, 
Producers  Refining  Company  vs.  A.  T.  &  S.  F.  et  al. 

Having  received  advice  that  the  following  complaints  have 
been  satisfied,  the  Commission  has  dismissed  them:  Nos.  13455, 
Michelman  and  Gordon  Iron  Works,  Inc.,  vs.  C.  R.  R.  of  N.  J. 
et  al.;  13310,  the  Davison  Chemical  Company  vs.  Director-Gen- 
eral, P.  &  R.  et  al.;  12900,  Red  Lion  Board  of  Trade  vs.  Md.  & 
Pa.  et  al.;  13380,  Republic  Coal  Company  vs.  C.  B.  &  Q.  et  al.; 
and  13415,  Northwestern  Pennsylvania  Coal  Operators  Assn.  vs. 
Bessemer  &  Lake  Erie  et  al. 

The  Traffic  Bureau  of  the  Sioux  City  Chamber  of  Commerce 
was  permitted  to  intervene  in  No.  13611,  Northern  States  Power 
Company  vs.  A.  T.  &  S.  F.  et  al. 

The  Railroad  Commission  of  Texas  was  permitted  to  inter- 
vene in  No.  13518,  Federal  Grain  Company  et  al.  vs.  A.  T.  & 
S.  F.  et  al. 

The  Commission  has  permitted  the  Board  of  Trade  of  the 
City  of  Chicago  to  intervene  in  No.  13516,  the  Chamber  of  Com- 
merce of  the  City  of  Milwaukee  vs.  C.  B.  &  Q.  et  al. 

For  the  purpose  of  being  heard  on  oral  argument  the  North 


Packing  and  Provision  Company,  John  P.  Squire  and  Company, 
White,  Pevey  &  Dexter  Company,  Springfield  Provision  Com- 
pany and  the  Sperry  &  Barnes  Company  were  permitted  to 
intervene  in  No.  11154,  Sligo  Iron  Store  Company  vs.  Western 
Md.  Ry.,  Director-General,  et  al. 

On  complainants'  request,  the  Commission  has  ordered  the 
complaints  dismissed  in  No.  13133,  North  Star  Oil  &  Refining 
Company,  Ltd.,  vs.  Director-General,  Can.  Nat.  Rys.,  et  al.,  and 
other  cases  affiliated  with  the  said  proceeding. 

On  application,  the  Lorain  &  Southern  Railroad  Company 
has  been  permitted  to  file  its  cross-petition  in  No.  13665,  the 
Ohio  Quarries  Company  et  al.  vs.  N.  Y.  C.  R.  R.  et  al. 

The  New  Orleans  Joint  Traffic  Bureau  and  the  Producers 
and  Manufacturers  Protective  Association  have  received  per- 
mission to  intervene  in  No.  13585,  the  Public  Service  Commis- 
sion of  Indiana  vs.  A.  T.  &  S.  F.  et  al. 

The  complaint  in  No.  13332,  Getz  Bros.  &  Co.,  Inc.,  vs.  Di- 
rector-General, has  been  amended  by  making  the  Sand  Springs 
Railway  an  additional  party  defendant. 


VALUATION    REPORTS 

The  Commission  has  issued  tentative  valuation  reports  giv- 
ing final  values  of  the  following  roads:  Middletown  &  Unionville 
Railroad  Co.,  $389,847  as  of  June  30,  1916;  Hill  City  Railway 
Co.,  $301,104  as  of  June  30,  1916;  Elkin  &  Allegheny  Railway  Co., 
$335,046  as  of  June  30,  1915;  Northwestern  Coal  Railway  Co., 
$77,500;  and  Tallulah  Falls  Railway  Co.,  $1,808,822  as  of  June 
30,  1916. 

The  Commission  has  valued  the  property  of  the  Williamson 
&  Pond  Creek  Railroad  Company  at  $1,222,044  as  of  June  30, 
1916,  and  the  property  of  the  Augusta  Belt  Railway  Company 
at  $95,000  as  of  June  30,  1916. 

The  Commission  has  valued  the  property  of  the  Mineral 
Range  Railroad  Company  at  $2,849  as  of  June  30,  1916;  the 
Hancock  &  Calumet  at  $775,000  as  of  June  30,  1916;  the  Dan- 
ville &  Western  Railway  Company  at  $1,978,347  as  of  June  30, 
1916;  the  Lake  Champlain  &  Moriah  Rail  Road  Com- 
pany at  $853,020  as  of  June  30,  1916;  the  Augusta  Northern 
Railway  at  $140,576  as  of  June  30,  1916;  the  Bay  Point  &  Clay 
ton  Railroad  Company  at  $136,000  as  of  June  30,  1916;  and 
the  Troy  Union  Rail  Road  Company  at  $1,084,045  as  of  June 
30,  1917. 


SUIT  FOR  REPARATION 

A  suit  for  the  collection  of  reparation,  which  was  filed  in 
the  district  court  of  the  northern  district  of  Illinois,  by  the 
Channel  Chemical  Company,  was  expected  to  result  in  a  judicial 
interpretation  of  paragraph  B  of  section  206  of  the  transporta- 
tion act,  which  deals  with  the  service  of  suits  against  the 
Director-General  and  the  lines  he  operated  during  federal  con- 
trol. The  summons  in  the  case  was  served  upon  the  Chicago 
&  North  Western  as  agent  for  the  Director-General,  and  the 
contention  of  the  complainants  was  that  such  summons  was 
sufficient  to  involve  the  Director-General,  as  agent,  for  the  28 
lines  over  which  the  traffic,  against  which  reparation  was 
awarded  by  the  Interstate  Commerce  Commission,  moved. 

The  point  was  abandoned,  however,  when  R.  H.  Widde- 
combe,  attorney  for  the  C.  &  N.  W.,  filed,  in  behalf  of  the  Di- 
rector-General, a  motion  to  quash  summons  on  the  grounds  that 
under  the  paragraph  of  the  law  referred  to,  summons  must  be 
served  on  each  carrier.  Luther  Walter,  attorney  for  the  Channel 
company,  asked  that  an  order  be  entered  allowing  summons  to 
be  issued  against  other  defendants.  He  said  if  that  was  done 
he  was  willing  the  summons  originally  issued  against  the  North 
Western  should  stand  as  applying  to  that  road  only. 

Judge  Page,  to  whom  the  two  motions  were  presented,  over- 
ruled that  entered  by  Widdecombe,  and  allowed  that  entered  by 
Walter.  The  latter  then  made  a  statement  in  which  he  char- 
acterized the  conduct  of  the  Director-General,  in  insisting  on 
separate  summons  being  issued  for  each  of  the  lines,  as  "waste- 
ful and  tending  to  pile  more  useless  work  on  the  United  States 
marshals." 

The  Commission  awarded  reparation  amounting  to  about 
$44,000  to  the  Channel  Chemical  Company,  on  account  of  un- 
reasonable rates  on  O-Cedar  polish,  in  55  I.  C.  C.  733-740.  The 
carriers  paid  their  share  and  the  court  suit  was  instituted  in 
an  attempt  to  collect  the  Director-General's  share,  amounting 
to  over  $28,000. 


IRON    AND   STEEL    RATE   CONFERENCE 

A  conference  between  carriers  and  iron  or  steel  manufac- 
turers will  be  held  at  the  rooms  of  the  Chamber  of  Commerce 
of  Pittsburgh,  May  17,  to  consider  the  description  of  skelp  Iron 
or  steel  and  other  questions  that  may  he  presented  respecting 
articles  in  the  freight  tariff  steel  billet  list. 


ILLINOIS   TRAFFIC   COMMITTEE    MEETING 
The  May  meeting  of  the  general  traffic  committee  of  the 
Illinois   Rate   Committee  will   be  held   at   the  Jefferson   Hotel, 
Peoria,   beginning  Tuesday,   May  9,  at  10   a.  m. 
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Decisions  of  Interstate  Commerce  Commission 


BRICK,  DANVILLE  TO  EAST  ST.  LOUIS 

In  a  report  on  I.  and  S.  No.  1481.  written  by  Chairman  Mr- 
Chord,  opinion  No.  7596.  68  I.  C.  C.  455-7,  the  Commission  has 
held  as  not  Justified  the  proposed  reduction,  by  the  Chicago  ft 
Eastern  Illinois,  of  the  interstate  rate*  on  brick  and  articles 
taking  the  same  rates,  from  Danville  to  East  St.  Louis.  The 
suspended  schedule  is  to  be  cancelled,  without  prejudice,  how- 
ever, to  the  filing  of  a  schedule  in  accordance  with  the  Com- 
mission's finding  in  National  Paving  Brick  Manufacturers  As- 
.-ociation  vs.  A.  ft  V..  68  I.  C.  C.  213.  In  that  case  the  Commis- 
sion held  It  illogical  for  the  carriers  to  fail  to  treat  the  Wabash 
Valley  groups  of  clay-product  establishments  as  one  group  for 
the  making  of  rates  on  long  haul  traffic  and  to  the  gateway 
through  which  It  moves  to  the  west,  namely,  St.  Louis  and  the 
east  bank  Missislppl  River  points,  which,  on  long  haul  traffic,  are 
regarded  as  part  of  that  gateway  to  the  west. 

The  C.  ft  EX  I.  proposed  to  reduce  the  rates  on  brick  and 
the  articles  taking  the  same  rate  from  Danville  to  East  St 
Louis,  to  be  used  on  Interstate  traffic-,  from  $2.10  to  $1.96.  to 
meet,  as  It  said,  the  rate  of  the  Wabash,  from  Danville  to  the 
east  bank  cities,  and  in  particular  to  put  East  St.  Louis  and 
Madison  on  a  parity  with  Granite  City.  The  movement  orer 
both  lines,  the  Commission  said,  was  wholly  Intrastate  and  the 
only  effect  of  the  proposed  rate  would  have  been  to  mike  It  ap- 
plicable on  traffic  going  beyond.  That  brought  It  under  the 
condemnation  visited  upon  the  carriers  for  their  failure  to  treat 
the  whole  Wabash  Valley  group  as  one  point  of  origin  on  long 
haul  traffic,  In  the  National  Paving  Brick  Association  case. 


DEFINITION    OF    RIPRAP 

The  Commission,  In  a  report  on  I.  and  S.  No.  1467,  opinion 
No.  7800.  68  I.  C.  C.  475-6,  has  held  justified  a  proposal  of  the 
carriers  to  define  riprap  as  "small  and  Irregular  shaped  rock 
ranging  In  sise  up  to  200  pounds  weight."  The  Fonda  schedule* 
proposing  the  definition,  upon  the  protest  of  the  Dlttllnger  Lime 
Co.  of  New  Braunfels,  Tex.,  were  suspended  for  four  months 
from  their  proposed  effective  date.  January  2.  until  June  1. 
The  testimony  showed  that  no  riprap  had  moved  In  Interstate 
commerce  on  the  rates  now  In  effect  which  were  not  qualified 
with  any  description  as  to  what  constituted  riprap.  It  de- 
veloped, however,  that  riprap  had  been  moving  on  Intrastate 
rates,  chiefly  from  New  Braunfels  to  Oalveston.  where  It  was 
used  In  making  harbor  Improvements.  The  Texas  commission, 
years  ago,  defined  riprap  as  "Irregular  shaped  rock  In  pieces, 
ranging  up  to  sixes  weighing  200  pounds,  analogous  to  crushed 
stone."  and  applied  the  crushed  stone  rate  to  It.  The  Commis- 
sion said  that  If  any  misunderstandings  arose,  the  description 
should  be  "Rip  Rap  (Irregular-shaped  rock)  In  pieces  ranging 
up  to  200  pounds  weight." 


RATES  ON  ASPHALT,   ETC. 

The  Commission.  In  a  report  written  by  Commissioner 
I*-wls.  on  1.  and  S.  No.  1474.  asphalt  and  other  petroleum  prod- 
ucts to  Iowa  points,  from  Missouri,  Kansas,  Oklahoma  and  Ar- 
kansas, opinion  No.  7599.  68  I.  C.  C.  471-4.  held  the  carriers 
had  not  justified  their  proposal  to  bring  rates  on  asphalt,  road 
oil  and  wax  tailings  from  refining  points  In  Missouri.  Kansas. 
Oklahoma  and  Arkansas  to  destinations  in  Western  Trunk  Une 
territory  and  points  beyond  to  the  level  of  the  rates  on  fuel 
"M.  gas  oil  and  crude.  Their  proposal,  carried  In  tariffs  filed 
to  become  effective  January  15,  was  suspended  upon  protest  by 
the  state  of  Iowa.  Individual  shippers  and  receivers  of  oil  In 
that  state  and  by  the  Western  Petroleum  Refiners'  Association. 

At  present  the  rates  on  petroleum  and  Its  products  are 
published  In  three  different  Items  designated  as  Items  5.  10  and 
15.  Item  5  Includes  gasoline  and  other  light  refined  oils;  It 
was  not  brought  Into  Issue  In  this  proceeding.  Item  10  covers 
[.••irolpum  fuel  oil.  gas  oil.  and  cnul-  If- -in  ',"  rovers  asphalt, 
asphsltnm.  petroleum  asphaltum  In  solid  form.  In  packages, 
named  In  the  tariffs,  and  petroleum  road  oil  and  wax 
tailings  In  tank  cars.  The  rarrlers  proposed  to  consolidate 
items  10  and  15  and  to  apply  rates  under  item  10  on  the  con- 
solidated descriptions.  The  effect  would  have  been  to  Increase 
the  rate*  on  Item  15  articles  to  all  points  to  which  the  rates 
on  the  commodities  iiml-r  it. -in  in  were  liitli'  '  In  a  few  In- 
stances the  i  ties  are  xllghlly  higher  than  ih>  item  I" 
rates.  That  fact  was  atlribu'<-<I  to  the  i»<rullarliy  that  the  flat 
increase  of  4.5  cents  which  was  sub.«iiiul>il  for  the  Increa 
2$  per  cent.  tind'  i  order  No  28  wa*  confined  to  i» 
trolenm  and  the  products  thereof  clmnlfled  fifth  class.  Tlmt 
hsd  the  effect  of  continuing  the  25  per  cent  Increase  on  the 
commofiltlf*  In  Item  15  which  take  class  D  rating  In  Western 
riasnlflcatlon 


The  existing  rates  are  published  from  three  groups  of  origin, 
namely,  the  Kansas  City,  the  Kansas  and  the  Oklahoma  groups. 
designated  as  Nos.  1,  2  and  3,  respectively.  The  rates  on  fuel, 
gas  and  crude  oils  to  a  large  number  of  destinations  in  Iowa 
are  either  the  same  as,  or  from  0.5  to  3.5  cents,  and  in  some 
cases  from  5.5  to  7  cents  less  than  the  rates  on  refined  oils. 
The  present  rates  on  asphalt,  road  oil  and  wax  tailings  are  gen- 
erally from  1  to  8.5  cents  less  than  rates  on  fuel,  gas  and 
crude  oils.  Therefore,  had  the  Commission  allowed  the  sus- 
pended tariffs  to  become  effective,  increases  running  from  1 
to  8.5  cents  would  have  taken  place. 

The  railroads  admitted  there  was  no  justification  for  higher 
rates  on  road  than  on  fuel  oil.  They  said  the  matter  of  relating 
i  he  rates  on  low-grade  oils  to  those  on  refined  oils  in  conformity 
with  the  differential  basis  fixed  by  the  Commission  in  tin-  Mid- 
Continent  case  and  others  had  been  under  consideration  for 
some  time,  but  that  no  action  had  been  taken  and  none  was 
contemplated  pending  the  Commission's  decision  in  No.  13293, 
the  general  rate  inquiry. 

The  dismissal  of  the  case  was  without  prejudice  to  ill-- 
right of  the  railroads  to  renew  their  proposals  by  filing  new 
schedules  when  the  rates  on  refined  and  low-grade  oils  have 
been  properly  related. 

HEATER  TRANSIT  CHARGES 

The  Commission  has  dismissed  No.  12210.  American  Fruit 
ft  Vegetable  Shippers  Association  et  al.  vs.  Rancor  ft  Aroostook 
el  al..  opinion  No.  7595,  68  I.  C.  C.  446-54,  holding  not  unreason- 
able heater  transit  charges  on  .xitatoes,  in  carloads  forwarded 
in  Eastman  cars  from  Aroostook  county.  Maine,  to  Boston,  New 
York,  Philadelphia  and  intermediate  groups.  The  complainants 
were  the  association  mentioned,  the  Aroostook  Federation  of 
Farmers  and  Individual  shippers.  They  contended  the  charges 
were  unjust  and  unreasonable  to  the  extent  they  exceeded  those 
In  effect  Immediately  prior  to  October  8,  1920.  They  asked  the 
Commission  to  reduce  the  rates  to  what  the  complainants  called 
a  more  reasonable  level. 

The  report,  written  by  Commissioner  Meyer,  was  largely  an 
analysis  of  cost  studies  covering  the  Eastman  car  and  competi- 
tive services  by  the  lined  box  car  anal  the  specially  prepared 
refrigerator  car,  and  a  comparison  of  The  rates  for  the  Eastman 
service  In-  the  eastern  part  of  the  country  and  the  carriers'  pro- 
tective service  In  western  trunk  line  territory.  That  comparison 
showed  the  charges  borne  by  the  Maine  potatoes  to  be  a  little 
more  than  double  the  charges  Imposed  on  potatoes  from  Minne- 
sota and  Wisconsin  and  apples  from  Washington.  Yet,  accord- 
Ing  to  the  report,  the  Eastman  cars,  whether  owned  by  the  East- 
man company  or  by  the  carriers.  In  the  season  of  1920-21  did  not 
bring  In  return  enough  to  pay  interest  on  the  Investment.  Speak- 
ing about  the  comparison  between  the  charges  on  the  Maine 
potato  and  those  borne  by  the  potatoes  from  the  two  north- 
western states.  Commissioner  Meyer  said  the  traffic  and  trans- 
portation conditions  had  been  shown  to  be  dissimilar.  Competi- 
tive conditions  In  the  two  territories,  he  added,  were  not  the  same 
of  the  chief  differences  In  transportation  and  traffic  condi- 
tions pointed  out  by  him  was  that  there  is  an  all-year  use  for  the 
potato  cars  In  the  west  while  the  demand  In  Maine  Is  seasonal. 

The  Increase  in  the  charges  particularly  under  attack  in 
this  case,  made  In  October,  1920,  Mr.  Meyer  said,  was  the  third 
since  1912.  The  average  of  the  last  two  Increases,  he  said,  was 
84.2  per  cent  The  Increase  In  1912  was  about  half  a  cent  per 
Jwabel.  When  the  1920  Increase  In  the  rates  was  made  the 
'minima  were  increased  from  30,000  to  35,000  pounds  In  the 
smaller  Eastman  cars  and  from  36.000  to  45,000  pounds  in  the 
larger.  The  shippers  did  not  object  to  the  higher  minima.  Us- 
ing Presqtie  Isle,  Me.,  as  the  typical  shipping  point  in  the  potato 
country  the  charges  to  New  York  on  the  minima  are  $35  for 
the  smaller  car  and  $45  for  the  larger.  For  a  like  distance, 
from  Princeton.  Minn.,  to  Council  P.luffs,  la.,  the  minimum  for 
a  carriers'  protective  service  car  is  $15. 

Among  the  facts  cited  by  Mr.  Meyer  to  account  for  the  poor 
showing  of  the  Eastman  cars  as  producers  of  income,  were  that 
between  the  shipping  season  of  1915-16  and  1919-20.  the  cost  of 
kerosene  used  as  fuel  In  the  heaters  Increased  more  than  100  per 
sent;  Ions  and  damage  claims  more  than  400  per  cent;  opera- 
tion of  cars,  wliirli  included  Hie  rout  of  labor  and  inspection, 
more  than  300  per  cent  mid  the  total  operating  expenses  more 
than  100  per  cent.  The  cost  of  labor,  to  tin-  Kiistmun  company, 
the  report  said,  averaged  $6  per  day,  which  was  less  than  the 
scale  of  wages  for  f>mpl»\--  ..r  Hie  carriers  performing  the  sam-- 
kind  of  labor. 


RATES   ON    PETROLEUM    OIL   AND   GREASE 
A  flndlni:  of  unreMonabteoess,  undue  prejudice  and  an  onl-  i 
of   repar.it  ion   lia\<-   been   made   in   No.    121.",!.  Nt-w   York  &   New 
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Jersey  Lubricant  Co.  vs.  Director-General,  Leliigh  Valley  et  al., 
opinion  No.  7601,  68  I.  C.  C.  477-8,  as  to  rates  on  petroleum 
lubricating  oil  and  grease,  carloads,  from  Newark,  N.  J.,  to 
Charlotte,  N.  C.,  and  Atlanta,  Ga.,  applied  to  shipments  between 
January  27  and  June  25,  1919,  when  the  rates  to  the  basis  of 
which  reparation  is  to  be  made,  were  established.  Fifth  class 
was  applied  on  the  shipments,  notwithstanding  that  lower  rates 
applied  from  Jersey  City,  a  more  distant  point,  and  the  lower 
rates  were  permitted  on  condition  that  rule  77  of  Tariff  Circular 
18-A  would  apply.  The  applicable  fifth  class  rates  from  Newark 
\\ero  65  and  68.5  cents.  Under  the  rule  rates  of  47.5  and  59.5 
should  have  been  imposed.  Reparation  to  that  basis  is  to  be 
made. 


STATE  AND  FEDERAL  CO-OPERATION 

The   Traffic   World   Washington  Bureau 

A  program  for  co-operation  between  the  Interstate  Com- 
merce Commission  and  the  state  commissions  was  announced 
at  the  Commission  late  May  3,  when  Secretary  McGinty  issued 
t  lie  report  of  the  joint  committee  on  co-operation  of  the  Commis- 
sion and  state  commissioners.  The  report,  providing  for  joint 
hearings  where  the  state  commissioners  are  not  advocates,  and 
also  for  joint  conferences,  resulted  from  the  conferences  of  the 
joint  committee,  which  have  been  in  progress  for  some  time. 

Acceptance  of  the  report  and  observance  of  the  provisions 
therein  are  matters  to  be  determined  by  each  state  commission, 
but  President  Jackson  of  the  National  Association  of  Railway 
and  Utilities  Commissioners  has  recommended  a  trial  of  the 
plan. 

The  joint  committee  was  composed  of  Chairman  McChord, 
Commissioners  Hall,  Eastman,  Esch  and  Lewis  for  the  Inter- 
state Commerce  Commission  and  President  Jackson,  State  Com- 
missioners Putnam,  Taylor,  Reed,  Forward,  Wells  and  Ainey  and 
John  E.  Benton,  general  solicitor  for  the  state  commissions. 

The  report  is  as  follows: 

Public  regulation  of  our  railroads  is  performed  in  part  by  a  com- 
mission representing  the  federal  government  and  in  part  by  commis- 
sions representing  the  various  states.  Conflicts  of  juridiction  between 
the  two  systems  of  public  regulation  have  arisen  from  time  to  time, 
resulting  in  litigation  and  action  by  the  courts;  but  the  federal  and 
state  commissions  were  alike  created  in  the  public  interest  and  have 
a  common  purpose,  namely,  the  maintenance  of  a  transportation 
system  which  will  in  all  respects  best  meet  the  public  needs.  In 
view  of  this  common  purpose  they  should,  and  we  believe  they  can, 
work  together  for  its  attainment  without  conflict  or  resort  to  litiga- 
tion. Such  co-operation  is  contemplated  by  the  Interstate  Commerce 
Act  as  interpreted  by  the  Supreme  Court,  and  is  highly  desirable  in 
the  public  interest. 

The  prime  essential  to  such  co-operation  is  realization  of  the 
nature  and  difficulties  of  the  common  problem.  The  state  commis- 
sions realize  that  the  railroads  form  a  national  transportation  system 
which  is  not  split  into  parts  by  state  lines  and  that  the  public  in- 
terest demands  a  rate  structure,  state  and  Interstate,  as  simple  and 
harmonious  as  practicable.  The  Interstate  Commerce  Commission 
realizes  that  there  is  danger  in  over-centralization  of  authority,  that 
the  field  of  regulation  is  vast,  and  that  the  state  commissions  are 
often  better  informed  than  itself  in  regard  to  local  conditions  and 
local  needs. 

Following  the  general  rate  Increase  of  1920,  the  Interstate  Com- 
merce Commission,  in  certain  instances  where  corresponding  increases 
did  not  become  effective  within  the  states  issued  orders  affecting 
Intrastate  rates.  Following  the  decision  of  the  Supreme  Court  of 
the  United  States  In  the  Wisconsin  Passenger  Fare  case,  action  has 
been  taken  by  several  state  commissions  which  has  enabled  the  In- 
terstate Commerce  Commission  to  vacate  certain  of  its  orders  af- 
fecting intrastate  traffic  within  those  states.  It  is  anticipated  that 
similar  action  will  follow  in  other  states. 

In  a  yet  more  important  aspect  co-operation  looks  forward  to 
and  has  in  view  the  avoidance,  so  far  as  the  public  interest  will 
permit,  of  such  orders  in  the  future.  Paragraph  3  of  section  13  of 
the  interstate  commerce  act  authorizes  the  Interstate  Commerce  Com- 
mission to  avail  itself  of  the  co-operation,  services,  records,  and  fa- 
cilities of  state  commissions,  to  confer  with  them  with  respect  to  the 
relationship  between  rate  structures  and  practices  of  carriers,  and 
to  hold  Joint  hearings  with  them  "where  the  rate-making  authority  of 
a  state  Is  or  may  be  affected  by  the  action  taken  by  the  Commission." 
Our  common  purpose  is  to  give  the  utmost  force  and  effect  to  this 
provision  of  the  law. 

It  is  appreciated  that  time  and  experience  may  be  required  for 
the  full  development  of  methods  and  rules  of  procedure.  Pending  the 
establishment  thereof,  and  for  the  purpose  of  making  such  co-opera- 
tion immediately  effective,  it  is  the  opinion  of  representatives  of 
the  Interstate  Commerce  Commission  and  of  the  state  commissions 
that,  except  as  in  special  cases  it  may  be  found  desirable  or  neces- 
sary to  deviate  therefrom,  the  following  procedure  be  followed: 

Where  patitions  are  filed  with  the  Interstate  Commerce  Commis- 
sion alleging  that  intrastate  rates  unjustly  discriminate  against  inter- 
state commerce,  or  persons  or  localities  engaged  therein  and  asking 
the  Commission  to  remove  such  discrimination,  if  either  a  state  com- 
mission having  jurisdiction  over  rates  thus  attacked,  or  the  federal 
commission,  desires  a  conference  it  should  notify  the  other  without 
delay  and  thereupon  such  a  conference  should  be  arranged,  likewise 
without  delay.  If  the  case  goes  to  trial,  a  joint  hearing  by  the 
Interstate  Commerce  Commission  and  the  commission  of  the  state  pf- 
fected  should  be  held,  provided  a  proceeding  or  proceedings  be 
pending  before  the  state  commission  in  which  action  can  be  taken 
by  its'  upon  the  common  record.  Such  joint  hearing  should  be  fol- 
lowed by  a  conference  to  consider  the  facts  developed  of  record  so 
as  to  provide  opportunity  for  the  removal  of  the  unlawful  discrim- 
ination, if  any,  by  argreement. 

Joint  conference  should  be  held  on  complaints  attacking  inter- 
ntate  r;ite.s  in  those  cases  where  the  decision  of  the  Interstate  Com- 
merce Commission  appears  likely  to  affect,  in  substantial  and  im- 
portant respects,  the  relationship  between  state  and  interstate  rate 
structures;  likewise,  conferences  should  be  held  in  the  case  of  com- 
I'limils  attacking  Intraatate  rates  in  those  cases  where  the  derision 
of  the  state  commission  appears  likely  to  affect,  in  substantial  and 


important  respects,  the  relationship  between  state  and  interstate 
rate  structures.  Participation  in  the  ensuing  hearings,  or  in  con- 
ferences following  submission,  will  be  upon  invitation  of  the  Inter- 
state Commerce  Commission,  if  the  complaint  is  filed  with  it,  or  of 
the  state  commission  If  the  complanit  is  filed  with  it.  Joint  hear- 
ings will  be  appropriate  %vhere  similar  issues  are  pending  before  the 
Interstate  Commerce  Commission  and  a  state  commission,  or  in- 
formal conferences  pending  the  decision  of  cases  where  there  has  been 
no  participation  in  the  prior  hearings. 

The  provisions  of  the  foregoing  paragraph  should  include  cases 
where  it  appears  that  the  rate  structures  of  two  or  more  states,  or 
in  a  group  of  states,  may  be  affected  by  the  proceedings  pending.  If 
by  reason  of  the  number  of  states  affected,  or  otherwise,  it  shall 
be  found  impracticable  or  inconvenient  for  a  member  or  employe  of 
the  commission  of  each  such  state  to  participate  in  the  joint  hear- 
ings or  conferences,  the  commissions  of  the  states  affected  should 
select  a  limited  number  of  representatives  to  so  participate  on  their 
behalf  and  to  report  back  to  the  several  state  commissions  for  ap- 
proporiate  action  by  them. 

It  is  our  judgment  that  state  commissions  would  not  expect  or 
desire  to  participate  in  a  judicial  capacity  in  joint  hearings  with 
the  members  of  the  Interstate  Commerce  Commission  or  its  examin- 
ers in  any  case  in  which  they  appear  as  advocates. 

In  joint  hearings  involving  interstate  rates,  the  rules  of  practice 
prescribed  by  the  Interstate  Commerce  Commission  shall  govern  as 
far  as  applicable. 

The  federal  and  state  commissions  should  feel  free  to  sug- 
gest to  each  other,  and  the  state  commissions  to  hold  among  them- 
selves, conferences  on  matters  arising  under  their  respective  jurisdic- 
tions, with  a  view  to  harmonizing  in  so  far  as  practicable  rates 
and  practices  in  neighboring  states  by  appropriate  action  of  the 
commissions  of  those  states  without  proceedings  before  the  federal 
commission. 

It  is  desirable  that  there  be  continued,  in  so  far  as  practicable, 
the  practice  of  the  Interstate  Commerce  Commission  of  calling  upon 
a  stale  commission  to  hold  hearings  for  it  upon  applications  for 
certificates  of  public  convenience  and  necessity,  involving  construc- 
tion of  new  lines  or  abandonment  of  old  lines.  In  such  matters  joint 
conferences  between  the  Interstate  Commerce  Commission  and  a 
state  commission  may  also  be  held  upon  request  of  either  com- 
mission. 

The  interstate  commerce  act  and  the  rules  of  the  Interstate 
Commerce  Commission  provide  for  notice  to  the  states  in  certain 
matters  affecting  them,  and  the  Interstate  Commerce  Commission 
has  been  complying  therewith.  The  state  commissions  should  develop 
methods  of  keeping  the  Interstate  Commerce  Commission  advised 
on  matters  before  them  in  which  it  may  have  an  interest  such  as  is 
indicated  by  the  foregoing  text. 

It  is  realized  that  the  co-operative  action  here  provided  for  will  be 
productive  of  delay  in  disposing  of  important  matters  unless  the 
federal  and  state  commissions  respectively  act  with  the  utmost 
promptitude  compatible  with  the  circumstances. 

Applying  the  co-operative  principle,  conferences  may  be  arranged 
for  the  development  of  car  service,  distribution  and  administration. 

In  a  letter  to  President  Jackson,  Chairman  McChord  said 
the  Commission  had  adopted  the  report  of  the  joint  committee. 
In  reply  Mr.  Jackson  said  he  was  gratified  at  the  action  and 
that  he  had  transmitted  the  following  letter  to  the  state  com- 
missioners: 

On  March  2  of  this  year  Chairman  McChord,  by  letter  to  your 
president,  requested  the  appointment  of  a  committee  representing  our 
association  to  meet  in  conference  with  a  committee  representing  the 
Interstate  Commerce  Commission  relative  to  the  co-operative  provi- 
sions of  section  13  of  the  interstate  commerce  act  and  referring  also 
to  the  decision  of  the  Supreme  Court  of  the  United  States  in  the  Wis- 
consin passenger  case,  bearing  on  these  provisions. 

The  invitation  was  accepted  and  a  meeting  of  the  executive  com- 
mittee and  of  the  chairmen  of  the  state  and  federal  legislation  com- 
mittee and  of  the  committee  on  litigation  was  held  in  Washington, 
and  a  conference  committee  was  selected.  The  first  general  conference 
was  held  on  March  17,  in  which  conference  several  commissioners  be- 
sides those  on  the  special  committee,  who  chanced  to  be  present  in 
Washington,  took  part.  The  discussion  of  the  whole  subject  was  gen- 
eral and  led  to  further  conference  committee  meetings  from  time  to 
time,  the  final  meeting  being  held  on  May  2,  when  the  enclosed  report 
was  adopted. 

We  have  just  received  notice  from  the  Interstate  Commerce  Com- 
mission that  they  have  adopted  the  report.  A  copy  of  the  letter  from 
Chairman  McChord  to  this  effect,  together  with  a  copy  of  our  reply 
thereto,  is  enclosed. 

All  of  the  conferees  felt  the  grave  responsibility  in  the  task  as- 
signed, the  deep  public  importance  of  the  questions  discussed,  and  the 
conclusions  which  might  be  reached.  We  were  deeply  impressed  by 
the  earnest  desire  of  the  members  of  the  Interstate  Commerce  Com- 
mission to  establish  a  full  working  basis  of  co-operation  with  the 
state  commissions,  and  on  our  part  we  desire  to  earnestly  recom- 
mend to  the  state  commissions  the  hearty  acceptance  for  full  trial 
of  the  plan  of  co-operation  now  adopted  by  the  Interstate  Com- 
merce Commission. 

We  recognized  that  we  could  not  act  for  any  particular  state  or 
regulatory  body  in  arriving  at  the  plan  to  be  adopted.  It  will  be  ap- 
preciated that  the  Interstate  Commerce  Commission  are  compelled  to 
adopt  a  uniform  plan  applying  to  all  states.  Future  changes  in  the 
present  arrangement  will  undoubtedly  be  given  careful  consideration 
by  the  Interstate  Commerce  Commission.  A  number  of  cases  to  be 
heard  will  present  the  opportunity  to  test  the  present  arrangement 
and  may  develop  desirable  changes.  Your  committee  recommends  that 
each  state  immediately  signify  its  approval  of  a  trial  of  the  proposed 
plan  of  co-operation  to  our  general  solicitor  at  Washington.  The 
annual  meeting  of  our  national  association  will  be  held  in  September, 
and  that  will  give  full  opportunity  for  discussion  after  study  and  test. 


N.  Y.   L.   E.  &   W.  COAL  &   R.   R.   CO.   BONDS 

Authority  has  been  granted  by  the  Commission  to  the  New 
York,  Lake  Erie  &  Western  Coal  &  Railroad  Company  to  extend 
the  date  of  maturity  of  $3,000,000  of  its  first  mortgage  bonds 
from  May  1,  1922,  to  May  1,  1942,  and  to  reduce  the  interest 
rate  from  6  to  5%  per  cent.  The  Erie  Railroad  Company  was 
authorized  to  assume  obligation  and  liability  as  guarantor  and 
lessee  in  respect  of  said  bonds.  The  Commission  further  aM- 
thorized  extension  of  the  lease  of  the  property,  railroad  and 
franchises  of  the  New  York,  Lake  Erie  &  Western  Coal  & 
Railroad  Company  to  the  Erie  Railroad  Company  to  July  1,  1945. 
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Tentative  Reports  of  the  Commission 


PUGET  SOUND  LUMBER  DIVISIONS 

Making  application  of  the  principle  laid  down  by  the  Com- 
mission in  Three  Lakes  Lumber  Co.  vs.  W.  W.  Ry.  Co.  (61  I.  C. 
<'  108).  Examiner  Richard  T.  Eddy.  In  a  report  on  No.  10946, 
Puget  Sound  &  Cascade  Railway  Co.  vs.  Director-General,  Great 
Northern  et  al..  and  No.  11398,  Clear  Lake  Lumber  Co.  vs. 

rtor-General,  Puget  Sound  &  Cascade  et  al.,  has  recom- 
mended a  holding  by  the  Commission  that  the  Pnget  Sound  & 
Cascade  IB  a  common  carrier  entitled  to  joint  rates  and  divi- 
sions thereof;  that  the  rates  on  lumber  and  foreot  products 
from  points  on  the  line  of  the  Puget  Sound  to  interstate  des- 
tinations were  unduly  prejudicial  until  changed  a  few  months 
ago:  and  that  the  lumber  company  complainant  was  not  dam- 
aged by  the  unduly  prejudicial  rates  and  therefore  should  not 
have  reparation. 

The  undue  prejudice  was  removed  in  January  of  this  year 
by  the  publication  of  joint  rates  from  points  on  the  line  of  the 
short  line,  no  higher  than  the  rates  from  other  points  within 
the  coast  group,  which  rates  applied  from  the  main  line  points 
and  from  points  on  branch  lines,  within  the  territorial  limits 
of  the  group,  but  did  not  apply  from  the  points  of  origin  on 
the  Puget  Sound  road. 

The  Puget  Sound  road  asked  for  the  prescription  of  divi- 
sions out  of  the  joint  rates.  Eddy  said  the  Commission  should 
not  do  that  unless  and  until  the  two  carriers  appeared  before 
it  and  admitted  they  could  not  agree.  He  said  the  case  should 
be  hold  open  for  that  purpose  and  that  the  parties  should  report 
to  it  what  conclusions  they  had  reached  on  that  phase  of  the 
case.  The  lumber  company  owns  the  stock  of  the  Puget  Sound. 


MINIMUM  ON  SUGAR 

Adoption  by  the  Commission  of  a  tentative  report  made  by 

Miner  Harris  Fleming  on  No.  12807.  California  and  Hawaiian 

Sugar  Refining  Corporation  et  al..  vs.  A.  T.  A  8.  F.  et  al..  it  Is 

•  ved    would    result    In    the    making    of    60,000    pounds    the 
minimum  on  sugar  throughout  the  country,  although  the  Exami- 
ner's recommendation  on  this  case  Is  dismissal,  because.  In  his 
opinion,   no  order  might   be   entered   on   the   record    as   made 
under  his  direction. 

The  complaint  In  this  cose  brought  under  consideration 
the  lawfulness  and  propriety  the  carload  minimum  weights 
applied  In  connection  with  commodity  rates  on  sugar  in  various 
parts  of  the  United  States.  The  California  refiners,  complainants 
In  the  case,  alleged  that  the  lower  carload  rates  and  minimum 
weights  applied  from  the  refineries  of  their  competitor*  were 
unduly  preferential  of  such  competitors,  and  that  as  compared 
therewith,  the  carload  rates  and  minimum  weights  applicable 
from  California  points  to  the  same  destinations  were  unreason- 
able and  unduly  prejudicial  to  the  complainants  and  their 
traffic.  The  competitive  origin  territory  mentioned  by  them 
embraces  seven  states  went  and  nine  east  of  the  Minxixnijipi 
Uivcr.  The  complainants,  while  mentioning  points  of  destination 
generally  within  these  sixteen  states.  Indicated  that  they  •- 
particularly  interested  In  destinations  In  Wisconsin.  Illinois. 
and  thirteen  states  west  of  the  Mississippi  River.  They  asked 
for  an  order  requiring  the  defendants  to  establish  and  main- 
tain reasonable  and  non-discriminatory  rates  and  minima. 

Intervention  against  the  complaint  was  filed  by  the  Louisiana 
Public  Service  Commission,  a  number  of  eastern  and  southern 
refiners  and  varius  trade  and  civic  organizations  representing 
sugar  growers  and  dealers  In  the  southwest.  They  asked  for 
the  dismissal  of  the  complaint. 

The  object  of  the  complainants  was  to  either  force,  the 
adoption  of  the  60,000  minimum  throughout  the  country  or  a 
reduction  of  their  minimum  to  a  point  where  it  would  place 
i  hem  In  a  position,  as  they  claimed,  to  compete  on  terms  of 

.illty  with  refiners  In  the  east  and  the  south.    Sixty  thousand 

has    been    the    minimum    from    California   since   June   30,    1920. 

.  the  California  refiners  bad  a  minimum  of  36.000 

•  ertain    points    in    Texas,    while    to    an    extensive    territory, 
including  a  large  number  of  destinations  In  Oklahoma,  Kansas. 
Nebraska,  Louisiana  and  Arkansas,  two  rates  were  maintained. 
one  with  a  minimum  of  fio.ow  and  the  other  generally  five  cents 
per  100  pounds  higher,  with  a  minimum  of  36.000.     February  29, 
1920.  the  last  day  of  federal  control,  the  minimum  wax  Increased 
to  6O.OOO  from  and  to  a  large  number  of  polnlx  in  the  all' 

territory,  while  between  other  point*  In  that   t.-ni 
lory  no  Increase  was  made. 

With  the  exception  of  the  Ixnmiana  Railway  *  Navigation 

which  supported   Hie   position  of  the  Louisiana  intervene™. 

railroads    offered    no    testimony.      It    was    stated    in    their 

h«'hj»lf.   however,    that   "it    would   be  a   backward   xlep    to   allow 

the  lower  minimum  applying  to  a  small  part  of  the  consuming 


territory  to  govern  the  entire  territory."  In  November,  1920, 
the  railroads  tried  to  increase  the  minimum  to  60,000  in  Arkan- 
sas. Oklahoma,  Texas  and  intrastate  in  Louisiana  but  on  account 
of  the  vigorous  protests,  the  plan  to  increase  the  minimum  was 
not  carried  out. 

It  was  the  position,  at  the  hearing,  in  this  case  of  the 
Californians  that  where  an  undue  prejudice  resulted  from  a 
maladjustment  of  the  carload  minima  it  should  be  corrected 
by  a  readjustment  thereof  without  any  reference  to  the  measure 
of  the  rates.  At  the  hearing  the  attack  upon  the  measure  of 
the  rates  was  withdrawn  with  the  explanation  that  the  rates 
were  referred  to  in  the  complaint  merely  that  the  jurisdiction 
of  the  Commission  could  be  made  clearly  apparent. 

Objecting  interveners  insisted  that  the  rate  and  minimum 
were  inseparable  and  might  not  be  considered  independently 
and  might  not  be  considered  here,  by  reason  of  the  long  standing 
adjustment  and  the  conditions  under  which  the  various  rates 
were  made.  It  was  their  contention  that  the  rates  in  the  south- 
west were  on  a  high  basis  by  reason  of  the  low  minima,  ranging 
from  24.000  to  36,000  pounds,  and  that  the  transcontinental 
lines,  to  overcome  the  disadvantages  of  California's  location, 
have  maintained,  from  that  territory  a  basis  of  a  high  minimum 
and  low  rates.  They  contended  that  the  adjustment  in  effect 
June  24,  1918.  was  reasonable,  while  the  eastern  refiners  con- 
tended that  the  rate  structure  then  as  a  whole  favored  the 
Californians  and  that  the  situation  had  been  made  worse  by 
the  changes  subsequent  to  that  date. 

The  examiner  said  the  facts  did  not  warrant  relief  under 
section  3  but  that  the  facts  brought  out  established  that  eo.unii 
pounds  would  be  a  reasonable  minimum,  while  tin-  variance 
in  the  minima  resulted  In  confusion  and  was  a  prolific  cause  of 
complaint-  !!•  said  the  carriers  should  take  steps  prompily 
in  readjust  their  minima,  rates  and  rules,  so  as  to  make  6",""|> 
pounds  the  minimum. 


JEWELRY   AS   BAGGAGE 

Although  carriers  may  think  they  have  excluded  jewelry 
from  the  list  of  things  that  may  be  carried  in  personal  baggage, 
It  is  the  opinion  of  Examiner  Peter  C,  Paulson,  expressed  in  a 
tentative  report  on  No.  12547.  Mrs.  F.  T.  Berkley  Jones  vs.  Long 
Island  Railroad  Company  et  al..  that  they  have  not  done  BO. 
His  further  thought  Is  that  under  the  Carmack-Cummins  amend- 
ment parts  of  section  20  of  the  Interstate  commerce  law,  the 
rule  which  the  carriers  think  they  have  excluded  jewelry  from 
baggage  or  diverted  themselves  of  responsibility  for  loss  or 
danjage  thereto,  is  in  violation  of  that  part  of  the  law. 

ti  July.  1920.  traveled  from  Manhassett,  L.  I., 
N  Y  .  to  her  home  In  Klrkwood,  Mo.  She  checked  her  trunk 
and  declared  It  was  worth  not  more  than  $500,  paying  excess 
charges  on  the  additional  valuation  of  $400.  When  she  got 
home  Jewelry  worth  $250  was  missing.  She  filed  claim  for  it 
Iran  which  was  Just  as  promptly  rejected  on  the  ground 

that  under  rule  4.  paragraph  (d)  of  Pratt's  baggage  tariff.  I.  C.  C. 
in.  then  and  now  in  effect,  no  responsibility  devolved  on 
them  for  the  loss  of  the  Jewelry,  because  It  says  that  "money, 
jewelry,  negotiable  papers  and  like  valuables  should  nnt  he 
Inclosed  in  baggage  to  be  checked.  The  carriers  Issuing  ami 
concurring  In  this  tariff  will  not  be  responsible  for  such  articles 
in  baggage." 

Paulson  went  to  the  law  books  and  found  that  under  the 
<soninion  law  jewelry  suitable  for  the  station  in  '/fe  of  the  trav- 
9ssfHF  was  regarded  as  personal  baggage.  He  also  found  that 
under  the  common  law  carriers  were  not  obligated  to  accept 
every  kind  of  article  that  might  be  offered.  He  also  found  that 
the  question  as  to  what  carriers  might  refuse  to  carry  was  sub- 
ject to  (he  control  of  the  Commission.  Therefore,  he  said,  the 
question  whether  the  carriers  were  bound  In  this  instance  must 
be  determined  by  an  examination  of  the  Interstate  commerce 
law  and  the  tariffs. 

Me  found  the  definition  of  personal  baggage  to  consist  .if 
"wearing  apparel  •  •  •  and  similar  effects  in  actual  use  and 
necessary  and  appropriate  for  the  wear,  use,  comfort  and  con- 
venience of  the  passenger  for  the  purpose  of  the  journey,  and 
not  intended  for  other  persons  nor  for  sale."  He  found  that 
jewelry  was  not  contained  In  the  list  of  prohibited  articles  He 
said  rule  4  (d)  was  not  a  positive  Inhibition  ai-ainsl  the  accept- 
ance of  jewelry,  but  amoutned  merely  to  a  warning  of  the  risk 
undertaken.  The  defendants,  he  .-aid.  conceded  their  rules  did 
not  have  tin-  effect  of  excluding  jewelry  from  baggage.  He  said 
they  did  not  refuse  to  accept  jewelry,  bill  merely  to  accept 
responsibility  for  it. 

"If  the  carriers  intended  to  exclude  jewelry  from  baggage, 
it  is  reasonable  to  assume  that  Ihev  would  have  done  so  hy  posi- 
tive and  unequivocal  pro\  isioii.  as  by  including  it  in  Mir  list  of 
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prohibited  articles  in  rule  !l,  especially  in  view  of  its  long  ac- 
eeptance  as  baggage  under  the  common  law,"  said  Paulson.  His 
conclusion  was  that  under  the  governing  tariff  the  defendants 
were  bound  to  accept  and  transport  jewelry  with  other  baggage. 
lie  thought  nothing  of  the  testimgny  of  the  carriers  tending  to 
show  the  unsuitabllity  of  the  baggage  service  for  the  transporta- 
tion of  jewelry  under  present  day  conditions. 

The  reasonableness  of  a  rule  under  which  the  carriers  would 
definitely  refuse  to  accept  jewelry  as  or  in  baggage,  he  said, 
was  not  within  the  scope  of  this  case.  He  said  the  rule  was 
in  violation  of  section  20  and  should  be  canceled,  as  an  unwar- 
ranted limitation  upon  liability  to  respond  in  damages. 

In  the  event  the  Commission  should  adopt  Paulson's  report, 
the  question  as  to  whether  it  could  make  an  award  would  have 
to  be  answered  in  a  later  proceeding. 


passengers  and  their  baggage  and  that  freight,  such  as  con- 
densed milk,  should  move  by  express  or  by  freight,  and  recom- 
mended the  dismissal  of  the  complaint. 


RATE    ON    SISAL 

Examiner  Burton  Fuller  has  recommended  the  dismissal  of 
No.  13212,  Erie  Corporation  vs.  International  &  Great  Northern 
ct  ;il..  on  a  holding  that  the  applicable  combination  of  83  cents 
on  sisal  from  Galveston,  Tex.,  to  Auburn,  N.  Y.,  on  shipments 
moving  in  December,  1920,  was  not  unreasonable,  unjustly  dis- 
criminatory or  unduly  prejudicial  in  comparison  with  a  rate  of 
59.5  cents  in  effect  from  New  Orleans  to  Auburn. 


RATE   ON    LOCOMOTIVE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  A.  McQuillan,  in 
a  report  on  No.  12594,  Walter  A.  Zelnicker  Supply  Co.  vs. 
Illinois  Central,  Director-General,  et  al.,  as  to  a  joint  sixth  class 
rate  of  66.5  cents  on  a  locomotive  loaded  upon  a  car,  from  East 
St.  Louis,  111.,  to  Marianna,  La.,  in  September,  1919.  The  ex- 
aminer found  that  the  locomotive  could  have  moved  on  a  com- 
bination of  66  cents.  The  complainant  pointed  out  that  if  it 
had  shipped  the  locomotive  to  New  Orleans,  taken  possession 
there  and  reforwarded  it  to  Marianna,  it  could  have  enjoyed 
a  combination  of  55.5  cents,  but  one  of  the  factors  would  have 
been  a  state  rate. 


RATE    ON    NICKEL   STEEL 

Examiner  P.  F.  Gault  has  recommended  the  dismissal  of 
No.  13225,  Todd  Dry  Dock  &  Construction  Corporation,  suc- 
cessor to  Seattle  Construction  &  Dry  Dock  Company,  vs.  C.  M. 
&  St.  P.  et  al.,  on  a  holding  that  the  class  rate  on  nickel  steel 
and  special  treatment  steel  plates  from  Munhall,  Pa.,  to  Seattle, 
Wash.,  in  August  and  October,  1917,  was  not  unreasonable  nor 
otherwise  unlawful. 


HAY,   KENTUCKY  TO   ALABAMA 

In  a  report  on  No.  13312,  Birmingham  Commission  Co.  vs. 
Director-General,  as  agent,  Examiner  Richard  T.  Eddy  recom- 
mended a  holding  that  shipments  of  hay  from  Morganfield, 
Ky.,  to  Birmingham,  Ala.,  in  October,  1919,  were  overcharged 
and  the  demurrage  involved  should  be  refunded. 


RATE  ON  CAR  OF  COAL 

Examiner  Burton  Fuller  has  recommended  the  dismissal  of 
No.  13168,  Northwestern  Traffic  &  Service  Bureau,  Inc.,  vs.  C. 
&  N.  W.,  on  a  holding  that  the  rate  on  a  carload  of  hard  coal 
from  Milwaukee,  originally  consigned  to  Vesta,  Minn.,  diverted 
in  transit  at  Sanborn,  Minn.,  and  reconsigned  to  Darfur,  Minn., 
was  legally  applicable  and  not  shown  to  have  been  unreasonable 
or  otherwise  unlawful.  The  car  in  question  moved  in  Decem- 
ber, 1920. 


RATES  ON   COAL 

In  a  tentative  report  by  Examiner  Richard  T.  Eddy  on  No. 
13112,  Clay  County  Coal  Operators  Association  vs.  Cumberland 
&  Manchester  et  al.,  the  recommendation  is  made  that  the  Com- 
mission hold  rates  on  coal  from  points  on  the  Horse  Creek 
branch  of  the  Cumberland  &  Manchester  to  interstate  destina- 
tions be  held  unreasonable,  to  the  extent  they  exceed  by  more 
than  10  cents  the  rates  to  the  same  destinations  from  points 
on  the  main  line  of  that  railroad.  He  recommended  a  reopening 
of  the  case  on  the  question  of  reparation. 


BAGGAGE   CAR   SERVICE   FOR   MILK 

Examiner  Peter  C.  Paulson,  in  a  report  on  No.  12707,  Chapin- 
Sacks  Corporation  vs.  Atlantic  Coast  Line,  has  recommended  a 
holding  that  the  refusal  of  the  defendant  to  accord  baggage-car 
service  on  shipments  of  condensed  skimmed  milk  from  Rich- 
mond, Petersburg  and  Suffolk,  Va..  to  Rocky  Mount  and.  Wilson, 
N.  ('..  or  to  receive  shipments  of  milk,  cream  and  condensed 
milk  for  further  transportation  in  baggage  cars  between  those 
points  is  not  unreasonable.  The  complaint  was  directed  at  the 
refusal  of  the  Atlantic  Coast  Line  to  providfe  for  baggage-car 
service  for  milk  and  cream  from  other  lines  or  to  give  such 
service  to  condensed  skimmed  milk  either  on  its  own  trains  or 
accept  shipments  from  other  lines.  Paulson  agreed  with  the 
currier  that  the  primary  purpose  of  passenger  trains  was  to  carry 


RATES   ON    MARBLE    BLOCKS 

In  a  report  on  No.  13182,  Northwestern  Marble  &  Tile  Co. 
vs.  Director-General,  New  Haven  et  al.,  and  fourth  section  ap- 
plication No.  1481,  Examiner  Burton  Fuller  recommended  a 
holding  of  unreasonableness  as  to  rates  on  rough  marble  blocks 
from  Westfield,  Mass.,  to  Minneapolis,  shipped  in  March,  1918, 
to  the  etxent  it  exceeded  38  cents  per  100  pounds.  He  recom- 
mended reparation  to  that  basis  and  the  issuance  of  a  fourth 
section  order  giving  the  desired  relief. 


RATES  ON  FUEL  OIL  IN  MASSACHUSETTS 
A  recommendation  that  the  rates  be  held  unreasonable  has 
been  made  by  Examiner  G.  H.  Mattingly  in  a  report  on  No. 
13023,  American  Woolen  Co.  vs.  Director-General,  and  Boston 
&  Maine.  He  said  the  Commission  should  condemn  the  rates 
of  11  cents  on  fuel  oil  from  Chelsea,  Mass.,  to  Lawrence  and 
Lowell,  Mass.,  between  May  5  and  December  7,  1919,  as  unrea- 
sonable to  the  extent  they  exceeded  the  subsequently  established 
rates  of  9.5  cents.  He  said  reparation  should  be  denied  because 
no  one  having  personal  knowledge  of  the  shipments  appeared, 
unless  the  Commission  was  disposed  to  give  a  further  hearing 
on  that  point. 


CEMENT,  SUGAR  CREEK  TO  KANSAS  CITY 
In  a  report  on  No.  12911,  cement  rates  from  Sugar  Creek, 
Mo.,  to  Kansas  City,  Mo.,  Examiner  Warren  H.  Wagner  proposes 
a  holding  that  rates  on  cement  from  the  Kansas  gas  belt,  Han- 
nibal, Mo.,  and  Buffington,  Ind.,  to  points  in  the  Kansas  City  dis- 
trict are  unduly  prejudicial  in  comparison  with  the  rates  from 
Cement  City  (Sugar  Creek),  and  from  Bonner  Springs  to  the 
same  destinations.  A  further  finding  proposed  by  him  is  that  the 
rates  on  cement  from  Cement.  City  to  the  same  points,  in  com- 
parison with  the  rates  from  Bonner  Springs,  result  in  undue 
and  unreasonable  preference  and  advantage  to  intrastate  com- 
merce, to  the  unreasonable  prejudice  and  disadvantage  of  in- 
terstate commerce,  and  unjust  and  unreasonable  discrimination 
against  interstate  commerce.  He  said  the  Commission  should 
prescribe  rates  from  Sugar  Creek  and  Bonner  Springs  of  7  cents; 
from  the  Kansas  gas  belt  12  cents;  from  Hannibal  15  cents;  and 
from  Buffington  19  cents. 


MEAT,   KANSAS  CITY  TO  OKLAHOMA  CITY 

Examiner  J.  B.  Keeler,  in  a  report  on  No.  13178,  Wilson  & 
Company,  Inc.,  of  Oklahoma,  vs.  Director-General,  as  agent,  has 
recommended  a  holding  that  the  rate  on  fresh  meat  from  Kan- 
sas City,  Kan.,  to  Oklahoma  City,  in  April,  1918,  was  unreason- 
able to  the  extent  it  exceeded  42  cents  and  an  order  of  reparation 
to  that  basis. 


COKE   REPARATION   IN  MINNESOTA 

Examiner  Burton  Fuller,  in  a  report  on  No.  13106,  Crooks- 
ton  Gas  Co.  et  al.  vs.  Great  Northern,  has  recommended  repara- 
tion on  account  of  overcharges  on  coke  from  St.  Paul  to  destina- 
tions in  Minnesota  between  June  25,  1918  and  the  end  of  fed- 
eral control.  He  said  the  Commission  should  dismiss,  for  want 
of  jurisdiction,  the  complaint,  sub.  No.  1,  same  vs.  Director- 
General,  involving  shipments  during  the  guaranty  period. 


INTERLOCKING    DIRECTORATES,    ETC. 

William  E.  Eppler  was  authorized  to  hold  the  position  of 
director  of  the  Schoharie  Valley  Railway  in  addition  to  positions 
previously  authorized. 

George  R.  Loyall  was  authorized  to  hold  the  position  of 
president  of  the  Norfolk  Terminal  Railway  in  addition  to  posi- 
tions previously  authorized. 

The  Commission  has  authorized  W.  A.  Whitney  to  retain  his 
positions  with  the  Sumpter  Valley  Railway,  Mound  Hood  Rail- 
road, and  Utah  Idaho  Central  Railroad. 

M.  S.  Hawkins  was  authorized  to  hold  the  positions  of  secre- 
tary of  the  Kinston  Carolina  Railroad  and  the  Carolina  Railroad 
in  addition  to  positions  previously  authorized. 

Oliver  Ames  was  authorized  to  hold  the  position  of  director 
of  the  Oregon-Washington  Railroad  &  Navigation  Company  in 
addition  to  positions  previously  authorized. 

W.  A.  Craig  was  authorized  to  hold  the  position  of  passenger 
traffic  manager  of  the  Charleston  &  Western  Carolina  Railway 
in  addition  to  positions  previously  authorized. 

John  E.  Cupp  was  authorized  to  hold  the  position  of  general 
solicitor  of  the  Cambria  &  Indiana  Railroad  in  addition  to  posi- 
tions previously  authorized. 


PERE   MARQUETTE   ABANDONMENT 

The  Pere  Marquette  has  applied  to  the  commission  for 
authority  to  abandon,  because  of  lack  of  traffic,  its  Mecosta 
branch,  11.23  miles  long,  and  its  Remus  branch,  13.138  miles 
long,  both  in  Mecosta  County,  Michigan. 
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CUMMINS    INVESTIGATION 

Tkt   Traffic   ll'orld    11'askinttom   Bureau 

Testimony  given  before  the  Senate  interstate  commerce 
committee  in  tlie  Cummins'  investigation  by  Frank  J.  Warne, 

.omist  for  the  train  service  employes,  was  answered  before 
the  committee.  April  29,  b>  mean,  economist  and  statis- 

tician, who  prepared  a  statement  tor  the  railroads.  The  wit- 
ness said  the  charges  made  by  Mr.  Warne  were  unfounded  and 
that  the  facts  were  misstated. 

"The  railway  executives,"  said  Mr.  Duncan,  "In  asking  that 
a  reply  be  made  to  Mr.  Warne's  testimony,  have  naturally  felt 
that  the  charges  and  accusations  there  made  are  not  true,  that 
the  facts  are  neither  fairly  presented  nor  logically  interpreted 
and  that  the  conclusions  are  therefore  not  valid.  Let  me  say 
at  the  outset  that  I  agree  in  general  with  that  statement,  and 
because  I  agree  1  feel  fully  justified  in  coming  before  this  com- 
mittee as  a  disinterested  witness. 

"I  am  well  aware  that  some  of  the  problems  Involved  are 
of  a  controversial  character  but  I  trust  that  I  have  been  able 
to  keep  myself  from  partisanship.  I  have  confidence  that  I  can 
demonstrate  to  you  that  Mr.  Warne  is  wrong  In  all  of  his  major 
conclusions." 

Discussing  the  policy  of  the  Railroad  Administration  during 
federal  control,  Mr.  Duncan  said  the  witness  misstated  the  facts 
when  be  said  that  "the  governmental  policy  as  to  revenues  was 
not  based  upon  economic  principles  of  having  earnings  exceed 
or  even  meet  expenses  and  that  general  taxation  out  of  the 
United  States  treasury  was  depended  upon  to  meet  any  result- 
Ing  deficits." 

"That  it  was  tbe  policy."  said  Mr.  Duncan,  "of 'the  Rail- 
road Administration  under  Director-General  McAdoo  and  Di- 
rector-General Mines  until  far  on  Into  1919,  to  make  revenues 
pay  expenses  and  rentals,  and  that  Director-General  Mines  re- 
linquished the  policy  with  reluctance  and  as  a  matter  of  ex- 
pediency when  It  became  clear  that  the  roads  were  going  back 
to  private  control  Is  proven  by  their  own  statement  The  Rail- 
road Administration  attempted  to  operate  the  roads  on  the  same 
economic  principles  as  private  management  must  do.  It  en- 
deavored to  make  Income  equal  outgo  with  'a  margin  of  safety.' 
It  failed  because  its  judgment  was  In  error  as  to  costs,  the 
largest  single  element  of  which  was  wages." 

Mr.  Duncan  called  attention  to  "the  apparent  desire  of  tbe 
witness"  In  an  exhibit  filed  with  the  committee  "to  have  tbe 
observer  draw  the  conclusion  that  the  railroads  made  one  final 
grab  Into  the  treasury  bag  just  before  tbe  so-called  government 
guarantee  period  ended  with  the  month  of  August.  1920." 

"The  striking  increase  In  operating  expenses  In  1920  does 
not  represent  an  orgy  of  expenditures  at  government  expense, 
but  an  avalanche  of  wages  at  the  railroad's  expense,"  said  Mr. 
Duncan. 

He  added  that  two  facts  of  outstanding  Importance  have 
received  no  mention  In  the  exhibit:  namely,  the  Increase  In 
wages  made  on  July  20.  1920,  and  retroactive  to  May  1  and  the 
Increase  In  rates  effective  August  26.  1920.  but  not  retroactive. 

"These  things  the  witness  knew  perfectly  well  when  he  con- 
structed the  exhibits  and  when  he  presented  It  for  record,"  be 
said. 

Continuing.  Mr.  Duncan  said: 

The  railroads  were  not  operated  during  Federal  control  on  an 
economic  basis.  The  Increase  in  rates  failed  to  secure  sufficient  ope- 
rating revenues  to  pay  operating  expenses  and  the  rental  agreed  upon 
m  the  standard  contract  or  the  return  provided  for  as  to  the  road* 
not  signing  the  contract.  This  deficit  of  r7M.MI.471  had  to  be  paid 
out  of  the  federal  treasury. 

This    deficit   does   not    Include    the    tremendous   sum    necessary   to 
liquidate    the  claims   of    Ike    roads   under   the    upkeep    section    of   the 
federal  control  act  or  the  amount  required  for  an  adjustment  with  the 
so-called  short   lines,  or  the   amount   Involved    In   the  claims   of   "thlnl       Items 
persons"  against  the  llxllro..!  Administration.     These  sums  have  IHSM  _ 
e»tlmn'  •:.!  In.vl.  at  I1.100.000.SOO. 

The  amount  <lu.-  the  roads  under  the  guarantee  for  six  months. 
March  to  August.  Inclusive.  1*JO.  now  stands  at  fC53.a2».0<H.  The 


total  appropriation   made  !>>•  Congress   to  the    Kailroad  Administration 
to  date  has  been   I1.7SO.OOO.OOO.     The    re 
nt  account  under  fe 


eturn   on    railroad    properly    In- 
.  i-rntlon.  disregarding  the  rental  and 

'SS^yff  ""•  fori?1'1  ll  ""d  for 

12  per  cent.  The  percentages  on  return  on  property  Investment 
actually  reallie.1  from  rental  and  guarantee  was.  for  1*11  S.05  per 
cent,  for  1»1»  5.0S  per  rent,  and  for  1(10  I  29  per  •  n  to 

the    roads   has    been    strictly    limited    for    the    period   of   unpreced'  • 
prosperity  for  Industry  generally,  thus  preventing  the  accumulation  of 
reserves  to  meet  the  period  of  depression. 

Replying  to  statements  made  by  Mr.  Warne  challenging  the 
accuracy  of  sworn  information  furnished  the  Interstate  Com- 
merce Commission  by  tbe  railroads.  Mr.  Duncan  quoted  from 
the  Commission's  decision  in  the  15  per  cent  rate  case,  as  well 
as  from  other  utterances  of  that  body  In  which  the  Commls- 
sald  that  It  had  checked  the  statistical  reports  of  the  car- 
rier* and  that  there  was  no  question  about  their  accuracy. 
Derpite  this  record.  Mr  Duncan  said  "the  witness  maintains  his 
charge  of  duplicity  and  deception  as  a  deliberate  policy  of  the 
railroads." 

Mr.  Duncan  added  that  this  evidence  affords  to  his  own  judg- 
ment "a  valid  refutation  of  the  charge  that  railway  accounts 
were  manipulated,  that  operating  expenses  have  run  riot  since 


1907,  that  there  was  a  concerted  action  by  the  Eastern  railroads 
to  inflate  their  operating  expenses  in  order  to  force  a  favorable 
decision  as  to  rates  in  the  so-called  5  per  cent  rate  case  In 
1913.  all  of  which  charges  have  been  made  by  this  witness." 

Mr.  Duncan,  continuing  his  refutation  in  behalf  of  the  car- 
riers of  the  Warne  railroad  brotherhood  testimony,  denied  the 
charges  that  the  railroads  had  padded  their  operating  expenses 
during  the  guaranty  period. 

"Mr.  Warne.  by  deceptive  charts  and  misleading,  insinuat- 
ing statements  has  sought  to  impute  dishonesty  to  railroad 
managers,"  said  the  witness. 

Abnormal  costs  and  the  condition  in  which  the  railroad  prop- 
erties were  returned  to  their  owners  resulted  in  increased  main- 
tenance expenses  during  the  guaranty  period,  he  said,  pointing 
to  the  fact  that  the  Commission,  under  the  transportation  act, 
lias  the  means  of  meeting  inflated  expenditures  for  the  guaranty 
period. 

Mr.  Duncan  said  when  the  Railroad  Administration  turned 
the  properties  back  March  *,  1920,  it  virtually  said  to  the 
owners: 

Here,  take  this  Impaired  machine;  apply  it  effectively  to  the 
greatest  volume  of  traffic  on  record;  75  per  cent  of  your  freight  cars 
are  on  foreign  roads:  find  then,  repair  them,  but  don't  delay  traffic; 
your  employes  are  discontented,  but  we  have  imposed  upon  you  ex- 
pensive rules  and  regulations  and  we  expect  to  add  over  618  million 
dollars  annually  to  your  pay  roll  to  satisfy  them;  there  is  no  program 
for  the  year,  make  one;  repair  your  locomotives  and  your  roads;  haul 
the  biggest  movement  of  grain  known  In  history  with  box  cars,  50  per 
cent  of  which  are  not  Ot  for  such  service;  get  your  cars  on  your  own 
roads,  send  empties  to  areas  needing  them;  haul  coal  and  haul  coal 
longer  distances  where  Industry  needs  It  to  forestall  any  possible  short- 
age: you  will  pay  more  for  your  own  coal  and  It  will  not  be  of  as  good 
quality-  your  fuel  bill  will  IK-  Increased  above  ours  In  191$.  which 
was  IM  million  dollars,  to  more  than  666  million  dollars,  an  Increase 
of  I7n  million  dollars,  or  43  per  cent,  on  this  one  Item:  traffic  will  over- 
load the  Impaired  machine  until  you  will  be  driven  beyond  the  point  of 
diminishing  returns;  some  time  we'll  set  a  value  on  your  property  and 
attempt  to  Increase  your  revenues  to  secure  a  fair  return  on  It;  but 
meanwhile  your  treasuries  are  empty  because  the  government  took 
away  your  ready  cash  at  the  same  time  with  the  control  of  the  roads 
and  has  not  returned  it:  not  ln-en  peimitteil  to  share  along 

with  other  Industries  the  prosperity  of  the  war  period:  you  have  no 
reserves  with  which  to  meet  a  business  depression;  you  must  fii. 
public  who  will  resent  heavier  freight  and  passenger  rates:  you  will 
Tiipellcd  to  ask  higher  rates  and  fares  when  the  unlversal'denmml 
of  the  public  Is  for  lower  rates  and  fares:  we'll  police  your  account* 
and  judge  your  expenditures  by  the  test  period.  Oo  and  justify  your- 

Mr.  Duncan  went  into  the  economic  conditions  of  1920  and 
1921  to  show  that  the  railroads  and  railroad  rates  were  not 
responsible  for  the  business  depressions,  asserting  that  nil  of  the 
"economic  distress  of  the  world  cannot  be  laid  at  the  door  of 
the  railroads." 

Refuting  charges  by  Mr.  Warne  relative  to  wages,  Mr.  Dun- 
can said  the  compensation  paid  general  and  division  niii. 
represented  only  2V4  per  cent  of  the  total  wage  bill  of  the 
carriers;  that  the  increase  In  compensation  paid  general  oili 
cers  from  1916  to  192u,  inclusive,  was  42.1  per  cent;  division 
officers,  125.3  per  cent.  r,n  p. -r  cent  of  which  represented  in 
creases  granted  the  lowest  paid  officials. 

Tbe  Increase  In  the  wage  bill  for  all  employes  in  the  period 
under  consideration  was  151.8  per  cent,  he  said.  If  the  pay  oi 
general  and  division  officers  were  eliminated,  he  said,  it  would 
show  tbat  the  railroad  employes,  excluding  the  general  and 
division  officers,  received  an  Increase  of  154.9  per  cent. 

The  witness  also  refuted  the  statements  made  by  Mr.  Warne 
and  Samuel  Gompers  "that  over  $1,250,000  has  been  plac.-l 
to  the  cost  of  wages  of  the  railroads  and  placed  by  them  to 
the  railroad  workers  more  than  is  properly  or  ought  to  be 
properly  charged." 

"There  is  no  overstatement  of  total  compensation  and  he 
knew  it."  said  Mr.  Duncan  In  referring  to  Mr.  Warne's  testi- 
mony. "As  a  matter  of  fact,  he  has  made  no  claims  that  the 
I  were  not  actually  correct  or  that  the  sums  were  not 
Hy  paid  to  the  classes  specified  and  In  the  years  under 
review.  For  this  witness  to  have  stated  his  conclusions  in 
such  equivocal  terms  as  to  be  generally  misunderstood  is  repre- 
hensible.  The  vast  wage  bill  of  13.698.216,351  was  actually 
paid  to  railroad  employes  In  1920." 

Mr.  Duncan  called  the  attention  of  the  committee  to  ih.- 
fact  that,  due  to  government  regulation  of  the  railroads,  the 
carriers  as  a  whole  were  restricted  as  to  earnings  In  periods 
of  prosperity  while  other  Industries  made  large  profits  which 
helped  to  tide  them  over  in  the  lean  years.  He  said  on  this 
point: 

•  •int  of  view  this  is  a  consideration  which  ultl- 

.    inii.it    l»    given   ilu.     »>-li(ht.     There   are   now   many    rexulutloniK 

•  ml  restriction*  l»  prevent   the  rallromlx  from  making  high  profits,   but 

Is  no  guarantee  of  :  •!   no  protection   UK:<"  In 

the     •  of    traffic    revenues     there     Ix    n     hilxinexx     rlxk 

that   the   railroads  are   comp>  l!e<l    I nine    uithoiit    piot..u..n       |n- 

••rx  In  railroad  property  can  shoulder  the  burden  of  thlx  risk,  as 
compared  with  other  Investment  opportunities,  only  If  they  are  Riven 
a  chance  to  share  In  hlglie,  return  when  there  Ix  proxperlty  ax  la  tin- 
case  In  other  Industries. 

The  tlme-ronxumlng  method  of  adjustment  of  rates  and  expenses 
In  operation  today  makex  milck  reaction  impoxxible.  It  would  *•  •  m  .. 
fair  principle  that  Jnxt  •  •  •  L"I|:I  tionx  rextrli-t  the  fi. 

c-ii.-il  Jn>!.  i   responsibility  must   be  xhm-il  I.-, 

nulgatlng    the   restrictive   regulation. 
K.-nnierx.    maniifiiciut.  i  -     MM  i  •  h.mt  x.    ..AH.  is    of    mines    nnd    real 
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estate  an-  in  nnittod  in  capitalize  ilu-ir  exceptional  opportunities,  such 
is  advantages  of  location.  lii!i(l:iincii(:il  human  needs  for  their  products 
— all    the   so-culled   social    valtn-s.      .Many,    hmvevor.    want    to    deny   all 
ihcse  things  to  tin'  carriers.     To  this  extent  their  position  is  ill-defined 
anil    anomalous. 

Then-  has  been  a  mval  deal  of  talk  alunit  watered  stock  ill  con- 
nection with  tlir  railroads.  It  should  he  clearly  understood  In  regard 
tu  this  subject :  lirst.  that  railway  property  is  beiiii;  valued  on  a  basis 
wholly  independent  ot  security  issues;  second,  that  this  value  when 
arrived  at  will  tie  used  for  rate-making  pin  poses;  third,  that  the  pub- 
lic will  not  he  maile  to  carry  the  burden  of  rates  to  secure  revenues 
for  the  realization  of  a  return  on  any  inflated  value:  fourth,  that  since 
1907  all  additions  and  betterments  have  gone  into  the  capital  account 
at  the  value  actually  expended;  fifth,  that  all  issues  of  securities  have 
been  for  nearly  two  years  and  will  for  the  future  be  under  the  super- 
vision of  the  Interstate  Commerce  Commission.  The  public  and  the 
investor  are  thus  thoroughly  safeguarded.  So  far  as  the  railroads'  re- 
lations to  the  public  are  concerned,  the  "watered  stock"  issue  has 
been  met. 

Mr.  Duncan  replied  to  the  "most  violent  criticism  of  railway 
wage  statistics"  by  Mr.  Warne,  asserting  that  for  the  purpose  of 
computing  total  compensation  to  employes,  of  showing  the  trend 
of  wages  as  a  whole  and  by  groups  and  classes,  of  determining 
the  ratio  of  wages  to  total  expense  or  to  revenues,  the  wage 
statistics  attacked  were  wholly  dependable.  He  said  the  as- 
sembling of  the  wage  statistics  was  a  relatively  new  develop- 
ment in  the  statistical  field. 

Concluding  his  statement  as  to  Mr.  Warne's  testimony,  he 
said: 

I  am  convinced  that  this  testimony  not  only  does  not  prove  the 
contentions  set  forth,  but  also  was  presented  with  a  view  to  the 
effect  it  would  have  elsewhere  than  upon  the  minds  of  this  committee. 
That  it  has  been  misused  in  the  public  forum  has  been  shown.  That 
it  does  not  meet  the  purpose  of  Senate  Resolution  23  is  also  apparent. 
That  it  is  not  helpful  in  meeting  the  present  railroad  problem  has  also 
been  made  clear.  That  it  tends  to  engender  bad  feeling  where  har- 
mony should  prevail,  that  it  is  an  attempt  to  discredit  railway  man- 
agemeni  and  to  harm  railway  credit  is  likewise  evident.  It  is  neither 
constructive  nor  fair,  neither  sound  nor  judicially  considered,  neither 
wise  nor  just.  The  witness  has  used  his  ability  as  an  economist  and 
statistician  for  the  purpose  of  a  partisan  and  an  advocate,  and  not  as 
a  scientist  and  serious  student  of  business  problems. 

Mr.  Duncan  also  replied  to  the  testimony  given  by  W.  JeTt 
Lauck,  economist  for  the  railway  employes'  department  of  the 
American  Federation  of  Labor.  Discussing  Mr.  Lauck's  con- 
clusions as  to  a  living  wage  for  unskilled  labor,  Mr.  Duncan  said 
Mr.  Lauck  had  relied  on  the  method  known  as  the  "budgetary 
plan."  He  said  that  plan  contemplated  the  discarding  entirely 
of  the  economic  principle  of  supply  and  demand  as  the  basis  for 
setting  wage  rates. 

"It  is  my  conviction  that  this  method  of  arriving  at  a  fair 
wage,  a  living  wage,  or  any  wage  at  all,  is  wholly  impracticable," 
said  he.  "Neither  can  the  theoretical  budget  be  applied  gen- 
erally nor  is  the  theoretical  family  typical." 

After  listening  to  the  discussion,  Senator  Cummins  remarked 
that  it  seemed  to  him  that  the  witness  was  coming  to  the  con- 
clusion that  the  Railroad  Labor  Board  should  be  abolished  and 
that  the  fixing  of  wages  should  be  left  to  the  managements  and 
the  employes.  The  senator  said  the  question  of  whether  or  not 
the  board  should  be  abolished  was  most  important.  He  said  if 
the  board  prevented  interruption  of  commerce,  it  performed  a 
vital  service.  Senator  Pomerene  said  he  believed  the  existence 
of  the  board  could  be  justified  only  on  the  ground  that  the 
public  had  some  rights  in  the  disputes  between  the  managements 
and  the  employes.  The  witness  said  he  was  not  testifying  as  to 
whether  or  not  the  board  should  be  continued.  He  expressed  the 
opinion  that  an  impartial  board  would  justify  its  existence  if  it 
were  able  to  get  the  facts  and  dissipate  false  claims  with  regard 
to  wages. 

Taking  up  the  allegations  of  Mr.  Lauck  as  to  financial  con- 
trol of  the  railroads,  Mr.  Duncan  said  Mr.  Lauck  had  argued 
solely  by  inference  and  had  given  no  concerte  facts  to  prove  his 
contentions.  As  to  the  charge  that  the  financial  interests  had 
decided  to  "deflate  railroad  labor,"  Mr.  Duncan  said  that  under 
government  regulation  there  was  no  opportunity  for  anyone  to 
deflate  railroad  labor  by  means  of  financial  manipulation  or  con- 
trol of  railroad  policies.  As  to  the  claims  for  the  efficiency  of 
labor,  Mr.  Duncan  said  Mr.  Lauck's  tables  were  "statistically 
fallacious"  and  that  they  were  not  worthy  of  serious  considera- 
tion by  the  committee. 


TRANSPORTATION  DISCUSSION 

Transportation  will  have  a  prominent  place  in  discussions  at 
the  tenth  annual  meeting  of  the  Chamber  of  Commerce  of  the 
United  States  in  Washington,  May  15  to  19.  The  general  sub- 
ject of  the  convention  is  "European  Conditions  and  Their  Effect 
on  American  Business." 

Railroad  questions  will  be  dealt  with  in  two  group  sessions, 
the  first  having  to  do  solely  with  domestic  problems  and  the 
second  with  general  transportation  questions  that  have  a  bear- 
ing on  foreign  trade. 

The  railroad  group  session  will  be  held  on  the  afternooij 
of  May  16.  The  general  topic  for  consideration  will  be:  "Ex- 
perience under  the  transportation  act,  1920,"  with  especial  ref- 
erence to  the  rate-making  provisions  and  the  financial  provisions 
of  the  act. 

"The  transportation  act  has  now  been  in  operation  for  more 


than  two  years,"  says  a  statement  by  the  chamber.  "The  Inter- 
state Commerce  Commission  has  established  a  new  level  of 
rates,  and  the  Railroad  Labor  Board  a  new  level  of  wages  under 
the  provisions  of  the  act.  The  Railroad  Administration  and  the 
Commission  have  made  substantial  progress  in  settling  the 
indebtedness  of  thf  government  to  the  railroads  for  the  period 
of  federal  control  and  for  the  guaranty  period  of  six  months 
immediately  following  the  return  of  the  roads  to  private  opera- 
tion. The  Commission  has  also  exercised  a  number  of  new 
executive  and  administrative  functions  of  railroad  regulation 
and  has  held  a  protracted  general  inquiry  to  determine  whether 
it  would  be  lawful  for  the  Commission  to  make  further  reduc- 
tions in  railroad  rates  at  the  present  time  and  what  should  be 
the  rate  of  return  to  the  railroads  after  the  expiration  of  the 
6  per  cent  provision  of  the  act. 

"The  speakers  at  the  railroad  group  session  will  present  an 
authoritative  statement  of  the  experience  gained  under  the  new 
provisions  of  the  act,  and  there  will  be  an  opportunity  for  free 
discussion  of  their  addresses  by  the  business  men  and  railroad 
officials  attending  the  meeting." 

On  May  16  also  two  other  groups  will  discuss  transporta- 
tion problems,  one  dealing  with  highway  questions  and  the 
other  taking  up  the  merchant  marine.  All  of  these  three  groups 
will  combine  ofl  the  second  day,  when  international  phases  of 
the  transportation  situation  are  gone  into. 

The  meeting  will  take  up  the  Hague  rules,  providing  for  a 
uniform  ocean  bill  of  lading.  This  question  was  recommended 
for  the  consideration  of  the  meeting  by  the  board  of  directors  of 
the  chamber,  and  it  will  be  submitted  to  the  convention  in  the 
following  form: 

The  Chamber  of  Commerce  of  the  United  States  at  its  first  annual 
meeting  recognized  the  importance  to  American  commerce  of  bills  of 
lading  which  are  properly  safeguarded  and  have  the  uniformity  in 
their  provisions  that  will  make  possible  a  clear  understanding  of  the 
rights  and  obligations  of  which  they  are  evidence.  The  subject  of 
bills  of  lading  is  so  important  that  it  had  the  attention  of  the  first  gen- 
eral meeting  of  the  International  Chamber  of  Commerce,  which  de- 
clared for  uniformity  and  simplicity  in  ocean  bills  of  lading.  The 
International  Chamber  has  now  announced  that  the  Hague  rules  re- 
specting ocean  bills  of  lading,  adopted  by  the  International  Law  Asso- 
ciation in  September,  1921,  are  in  accordance  with  the  principles  for 
which  it  had  declared,  and  has  asked  the  members  of  the  International 
Chamber,  including  the  Chamber  of  Commerce  of  the  United  States, 
to  study  the  Hague  rules  with  a  view  to  supporting  their  adoption 
and  use. 

The  merchant  marine  committee  of  the  Chamber  was  accordingly 
asked  to  examine  the  Hague  rules  and  report  its  conclusions.  This 
committee  has  now  presented  a  report  in  which  it  states  that  the 
Hague  rules  represent  an  important  step  toward  the  definiteness  and 
uniformity  which  are  important  both  for  shippers  and  ocean  carriers 
and  should  be  supported. 

The  question  of  endorsement  of  the  Hague  Rules  is  consequently 
placed  by  the  board  of  directors  before  the  tenth  annual  meeting  for 
consideration  and  such  action  as  the  annual  meeting  may  think 
appropriate. 

Questions  relating  to  highway  transportation  also  will  come 
before  the  meeting.  At  the  request  of  the  National  Automobile 
Chamber  of  Commerce  the  following  will  be  taken  up: 

Highway  transport  has  become  an  integral  part  of  the  transporta- 
tion system  of  the  XJnited  States.  Its  full  development  is  essential 
to  supplement  and  to  extend  the  facilities  afforded  by  rail  and  water 
communication.  Artificial  restrictions  imposed  without  proper  under- 
standing of  the  economic  facts  underlying  highway  transport  are 
unwise  and  can  only  tend  to  decrease  the  efficiency  of  the  carrier  and 
so  impair  its  service  to  the  public.  Improperly  constructed  or  main- 
tained highways  are  equally  injurious. 

Resolved,  therefore:  That  supplementing  the  position  already 
assumed  by  the  Chamber  of  Commerce  of  the  United  States,  we  urge 
the  continuance  of  research  and  economic  studies  into  highway  trans- 
port, as  well  as  the  continuance  of  adequate  highway  building  and 
maintenance  programs  by  the  several  counties,  states  and  the  nation. 
And  we  further  recommend  that  regulation  of  vehicles  using  the 
highways  shall  be  undertaken  after  a  full  consideration  of  the  economic 
relations  between  highways  and  the  vehicles  traveling  over  them. 


RECAPTURE  OF  EARNINGS 

The   Traffic   World    Washington   Bureau 

Most  of  the  reports  of  carriers  of  earnings  for  the  last  four 
months  of  1920,  submitted  in  compliance  with  the  Commission's 
order  under  the  recapture  clauses  of  the  transportation  act,  have 
been  filed,  but  the  Commission  has  not  yet  prepared  a  statement 
showing  the  roads  which  reported  returns  in  excess  of  6  per  cent. 
The  indications  are  that  there  will  be  only  a  few  roads  to  report 
earnings  in  excess  of  6  per  cent  for  the  four-month  period. 

Reports  have  been  coming  in  for  the  year  1921.  These  were 
to  have  been  filed  by  May  1.  These  reports  are  simply  being 
received  and  attention  will  be  given  them  later.  It  probably  will 
be  some  time  before  there  will  be  any  data  available  on  those 
reports. 


RAILROAD    MILEAGE    BILL 

The  House  committee  on  interstate  and  foreign  commerce, 
which  planned  to  take  up  the  Senate  mileage  book  bill  for 
consideration  in  executive  session  this  week,  decided  to  post- 
pone the  matter  for  several  weeks.  It  is  understood  the  com- 
mittee is  waiting  on  the  decision  of  the  Commission  in  the 
general  rate  case  to  see  whether  passenger  rates  will  be  reduced. 
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AGRICULTURAL  INQUIRY  REPORT 

Tkt   Traffic   World    H'askinglon   Bur  tan 

An  outline  of  the  part  of  the  forthcoming  report  of  the 
Joint  Commission  of  Agricultural  Inquiry  relating  to  the  rail- 
road labor  situation  was  given  by  Chairman  Anderson  May  1. 
He  said: 

We  have  found  that  the  compensation  paid  to  railroad  employees 
increased  151  P*r  cent  In  1920  over  1911.  and  105  per  cent  in  19Z1  over 
!»!*:  that  the  number  of  employees  Increased  In  1920  over  1916  was 
U4.MO:  and  that  in  most  cases  the  number  of  hours'  work  Increased 

:uch  lower  ratio  than   the  number  of  employees. 
The   price  of   transportation    Is   necessarily   roverned    by    its   cost 
of  transportation.    There  is.  therefore,  a  very  definite  relation  bet« 
the  price  which  the  public  pays  for  transportation  and  the  cost  which 
the  railroad  pays  for  labor,   material,  anil  equipment. 

tin    elements   which   enter   into   this  cost   are   now   nuhj. 
regulation  by  the  Interstate  Commerce  Commission  or  by  other  public 

'•*  The  Interstate  Commerce  Commission  now  controls  the  issu- 
ance of  railroad  securities,  and.  to  some  extent,  the  capital  charges 

ng  from  them.  It  controls  expenditures  for  new  lines  and  exten- 
sions. In  general,  however,  expenditures  for  material  and  equipment 

.>ilhin  the  province  of  management,  subject  to  the  same  economic 

-  which  apply  In  other  Industries.     Wages  paid   by   railroads  are 
subject  to  initiation,  determination,  and  control  by  the  Labor  Board. 
Wages   constituted    ««.4    per    cent    of    railway    operating    expenses    In 
1)1*.  and   63.4   per  cent   in   1920.  and   are   therefore  the   largest   single 
factor  In  the  cost  of  transportation. 

u  •    thus  have,  therefore,  the  anomalous  condition  of  one  govern- 

nwntal  body  controlling  the  price  of  transportation  and  another  gov- 

:ent  body  controlling  the  major  element  of  cost  of  transportation. 

It  had  been  found  by  the  commission  that  adjustment  boards  have 
not  been  created  by  the  carriers  and  the  employees  in  all  cases,  and 
that  where  created  they  have  not  always  functioned  In  the  final  set- 
tlement of  disputes  between  carriers  and  their  employee".  They  have 
not  functioned  to  settle  disputes  finally  because  both  employees  and 
employers,  having  the  right  to  resort  to  an  appellate  tribunal,  almost 
Invariably  exercise  the  right  on  the  chance  that  an  appeal  will  result 
In  a  reversal  and  a  determination  of  the  adjustment  board  In  their 
favor.  In  many  cases  the  I^abor  Board  has  taken  jurisdiction  of 
ites  which  have  not  previously  been  the  subject  of  determination 
by  adjustment  boards. 

This  has  resulted  In  bringing  before  It  a  large  number  of  disputes 
with  respect  to  wages  and  working  conditions  applicable  to  Individuals 
or  small  groups  of  Individuals  which  by  their  number  tend  to  over- 
burden the  hoard  and  keep  It  from  promptly  considering  the  settling 
questions  of  larger  aspect. 

The  commission  believes  that  In  the  settlement  of  ordinary  dls- 
-  as  to  wages  or  working  conditions  the  curriers  and  their 

•  ••*  stand   upon  an  equal   footing,  and   their  disagreement*  should 
-•tiled    by   the  ordinary   process)  of  adjustment   applying   In   other 

trim  It  Is  only  where  such  disputes  threaten  to  Interrupt  com- 
merce that  the  paramount  public  Interest  Justifies  the  Interference  of 
a  governmental  body. 

There  Is  also  a  distinction  between  the  general  wages  levels  mi 
railroads  and  those  of  other  Industries,  and  there  are  further  distinc- 
tions between  wage  scale*)  for  clssses  of  railroad  labor  and  those 
•  pplylng  to  the  same  or  comparable  labor  In  other  Industries.  These 
distinctions  cannot  well  be  preserved  by  rigid  public  regulation. 
Control  over  the  details  of  the  process)  of  operation  Is  essentially  the 
province  of  management,  while  control  over  transportation  rates  Is 
essentially  governmental. 

The  function  of  government  Is  n 
tion   wherever  It  can.   but  only  wh 
paramount    public    Interest    In    unin 
formed   at    reasonable   rates. 


er  the  field  of  transporta- 

Is needed   to  protect   th> 

service    efficiently    per- 


. 

Sut'Je.  t  to  the  restrictions  which  flow  from  this  principle,  rail- 
road management  should  be  us  free  to  individual  Initiative 

and  judgment  In  the  determination  of  operating  conditions  as  manage- 
ment In  anv  other  enterprise      Kmployees  likewise  should  be  as  fr  • 
resort    to   the    meDsiire   of  organisation   or   action   necessary   for   their 
full  protection  as  labor  In  other  Industries. 

Therefore,    the    employment    relations    of    carriers    and    their    em- 
plo>ees.    whether   Individual    or   collective.    nhouM    be   primarily    estab- 
lished on  each  road  between  man  and  management  on  terms  mutually 
satisfactory,  and  they  shoul.l  he  left  free  to  reconcile  their  differ-  • 
hv    adjustment    methods   of  their  own    select  on- 

strates  that  a  continued  arbitration  body  to  which  either  party  may 
refer  these  disagreements  multiplies  rather  than  minimises  these 
disputes 

Figures  will  be  presented  In  the  report  showing  the  relation  of 
wages  paid  several  classes  of  railroad  employees.  Industrial  workers. 
and  farm  labor,  together  with  Indices  of  the  wholesale  commodity 
prices  anil  the  cost  of  living. 


PAYMENTS  TO  RAILROADS 

Tkt   Trtfe   WftU   Wukingloo   Burrs* 

The  monthly  statement  of  the  Treasury  Department  show- 
ing payments  In  April  to  railroads  under  sections   2"l.   L'ofi.  ?in 
and  212  of  the  transportation  act.  issued  this  week,  brought  the 
total    payments    to    $739.646.583.87.     The   April    payments 
made   an    follows : 

I'mler  section  204  (reimbursement  of  deficits) :  Klwood. 
Anderson  &  I-apHle  R  R.  Co..  I15.693.3S;  Kenwood  ft  Rasiern 
Railway  Co.  $8.76496;  Kentwood  Greensburg  &  Southwestern 
H  K  Co..  $52.423.22:  Urslna  «-  North  Fork  Railway  Co  .  $3.094.98 

I'nder  section  209  (guaranty):  Buffalo.  Rochester  It  Pitts- 
burgh Ry.  Co..  $61.093.21;  Deering  Southwestern  Railway. 
$3.K  -ro(t.  Bay  City  *  Western  Railroad.  $13.313.36; 

Gulf.  Florida  *  Alabama  Ry.  Co.  receiver.  $6.684.92:   Lake  Erie 
*  Western   Railroad   Co..  $140,91865;    Ijifkln.  Hemphill   *  Gulf 
Ry    Co.    lln.qr.l  7fi;    Rapid   City.  Black   Hills    k    Western    If     I: 
M.M5.IO;    The    Dster   *    Deleware   Railroad    Co.    %f.'< 
hany    Railroad    Co..    $39.2261 7 

rnder  section  2H>  f  loans):  Missouri  £  North  Arkansas 
Railway  'O.OOO;  The  Seaboard-Bay  Line  Co.  $l.lon. 

t'nder  section  212  'partial  payment  on  guaranty):  Inter 
national  ft  Great  Northern  Hy.  Co..  receiver.  $528,010.15. 

•<]  payments  to  May  1   on  account  of  reimbursement  of 


deficits  were  $3.274,186.50;  on  account  of  the  guaranty,  $433,293,- 
680.37;   on  account  of  loans.   $303.078,717. 

Repayments  on  loans  totaled  $74,475,320.65.  Final  payments 
to  carriers  under  the  guaranty  aggregated  $9,612,321.17. 

The  Railroad  Administration  this  week  announced  the  fol- 
lowing final  settlements  for  the  26  months  of  federal  control: 
Wabash,  $1,500.000;  International  &  Great  Northern,  $100,000; 
Richmond.  Fredericksburg  &  Potomac,  $94,000;  Richmond,  Fred- 
ericksburg  &  Potomac,  as  successor  of  the  Washington  South- 
ern. $187,500;  the  Lexington  Union  Station  Company,  $17,000; 
and  the  Wood  River  Branch  Railroad  Company,  $1. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $48.956.59  is  payable  to  the  Nevada-California-Oregon 
Railway  Company  under  section  204.  and  that  $10,851.76  is  pay 
able  to  the  Lufkin.  Hemphill  &  Gulf  Railway  Company  in  final 
settlement  under  section  209.  It  has  denied  an  application  of 
the  Kentucky  &  Indiana  Terminal  Railroad  Company  for  a 
settlement  under  section  209  on  the  ground  that  the  tenant  lines 
will  be  takfn  care  of  under  the  guaranty. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  payment  of  $8,685.30  will  satisy  the  guaranty  in  the  case 
of  the  Rapid  City.  Black  Hills  &  Western  Railroad  Co..  which 
has  received  $15.000  in  advances,  making  the  total  $23.685.30. 

The  Commission  has  found  that  $8,764.96  is  payable  to  the 
Kentwood  A  Kastern  under  section  204. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $58.367.64  is  payable  to  the  Texas  Midland  under  I  lie 
guaranty  section  (209)  of  the  transportation  act.  The  total  due 
the  road  was  found  to  be  $158,367.34.  $100.000  of  which  ha.- 
bene  advanced. 


PAYMENT  OF  CLAIMS  BY  R.  R.  A. 

That  ih«>  Director  -General,  as  a  custodian  of  public  funds. 
Is  not  In  •  position  to  pay.  voluntarily,  claims  which  cannot 
legally  be  enforced,  was  the  burden  of  a  letter,  written  by 
James  C.  Davis  to  Frank  S.  Gardner,  secretary  of  the  New  York 
Board  of  Trade  and  Transportation.  In  answer  to  a  ronimin. 
tion  from  the  board,  which  was  printed  in  The  Traffic  World. 
April  22.  p.  889.  In  this  letter  Mr.  Gardner  maintained  that 
'lie  language  of  the  transportation  net,  forbidding  suits  to  <  nl 
led  loss  and  damage  claims  after  two  years,  did  not  preclude 
the  voluntary  payment  by  the  Director-General  of  meritorious 
claims. 

Mr.  Davis  did  not  agree  with  the  New  York  organization, 
saying,  in  part: 

111091     suhsci|llcnt     to     the     date 

fixed   by  the  «•  .    m    the   n:i'  i>.ivnt--rit.    np->n 

a  claim  thai  eal  <\   term    it.   n   debt   of 

honor.      I  •    nn    individual   or   a    private   corporation    can 

make  voluntary*  payment*,   hut   I  i*m  nt   a   lows   to  undcrstnnd   ho\\ 
«   pn  [ric- 

tlon    such 

might  run   into  quite  Inrgc  *ums.  I  iindouhtedlv   wouM   have  sonic  rlff- 
flcul'  f  Congress  should  enquii- 

what  anlh  UK  which  .ion  MIKL-  nude 

I  hut    I    pa\    onlv    meritorious   claims.      I 
insist    th;it    hi--   p.-irliciiliir  claim    Is 

mer  •  Iroad   Adminlstrntion   woulil   he   fnrreil   to  ilis- 

«e    nted    as    to    those    which    In    UK 
am  unite  sure.   If  that    policy 
I  adopted,  there  woulil  \»-  iminy  chaiKe*  of  unjust  discrimination. 

Mr.  Gardner.  In  a  reply  to  the  Director-General,  under  date 
of  May  3.  placed  the  blame  for  the  attitude  of  the  Railroad 
Administration  on  the  inability  of  Mr.  Davis  to  look  at  the 
matter  from  the  public  point  of  view.  He  said: 

If  you    would    do   that    \"ii    would    understnmi    Unit    this    ohlii 
and    iliity    thus    Imposed    upon    the    President    hy    this    plnln    provision 
of  law  and  upon  you  ns  the   President's  "aRcnt."   Is  us  sacredly  liind- 
Ing  upon  the  President  and  upon  you  as  Is  any  IHW  upon  the  humbles) 
eltlsen. 

^^^Jfon  «  island  thnt  when  you  refuse  all  claims  becniise  yon 

•"•salr  tiilnis  nre  not  meritorious  you  nre  exerclslne  «  very 

unj'  nation  ngnlnst   which  there  Is  a  righteous,   serious  win! 

sustained   caune   of  complaint. 

Von  would  understRnd  tint  the  president  in  appointing  yon  a.-  his 
agent  to  "adjust,  settle,  li.iuldnte  mill  wind  up  nil  mutters"  •  •  • 
and  "all  ijucni 

Slip!'  .-iihle.     mid     the     neii- 

'    pi»sil>le  to  "adjust,  settle,  llrjui 

with   the  principles  . 

which  nienns  nothing  short  of  acknowledging,   settling  mid  li<|uidatiim 
meritorious  clnlms. 

Von     would     mid-  :    tm.d     thnt     the    plain     1 1  •<|iiii  •  nn-nts    and     provl- 

-  of  tlie  law.  the  plain   •-•o.uln  mcnli  of  common  Justice,   cnlinot    he 

'ied  tt  in-  are  dismissed  en  bloc  and  KO  nnhoiioi-  .1 

t>\    the  I  la  I  Iron  d    Idm  In  1st  rat  ion  t"  '  >n  -•    it   '•  i  rs  a  charge  of  unjust  'li-  - 

crimination  If  It  pays  claim."  which  In  Its  judgment  arc  meritorious. 

You    would    linrl-  i  stun  I    that    you    u  ill    h  .  liftlcultv.    In    the 

IlKht  of  ti  the  l.-iw.   in  justifying  a   dismissal  of  and 

refusal  I-.  ,,,s  without  invest  leal  Ion  than  you  would 

have   In   justlylng   their   pnwm-nl.    if  CmiKress   should    imiuire    hv    what 
nuthnrll)    •.  m-h  claims. 


FREIGHT  CLAIMS  REDUCED 

The  annual  report  of  the  freight  claim  division  of  the  Aineii 
r.ui    Railway  on    for    1921    shown,    according    to    I/ewis 

I'llrher.    secretary,    that    the    division    had    the    most    successful 
in   Its  existence,     tin   the  basis  of  last  year's  figures  it  is 
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estimated  that  between  forty  and  fifty  million  dollars  will  be 
saved  to  the  railroads  in  the  coming  year,  he  said. 

The  total  payments  made  by  the  railroads  in  1920  for  losses 
and  damage  to  freight  in  transit  were  $119,832,127,  while  in  1921 
the  total  expenditures  for  loss  and  damage  were  approximately 
$101,000,000,  a  decline  of  16  per  cent. 

The  number  of  claims  presented  to  the  railroads  for  pay- 
ment in  January,  1921,  was  305,816.  By  January,  1922,  the  num- 
ber of  claims  presented  had  dropped  to  200,353,  a  decrease  of  35 
per  cent. 

In  the  same  period  the  number  of  claims  paid  decreased  40 
per  cent,  or  from  314,178  in  January,  1921,  to  189,913  in  January, 
1922,  and  the  number  of  claims  on  hand  and  unadjusted  was  re- 
duced 54  per  cent,  or  from  578,525  on  January  1,  1921,  to  264,653 
on  January  31,  1922. 

In  1917,  just  prior  to  federal  control,  the  actual  loss  and  dam- 
incurred  losses.  By  January  of  the  following  year  the  monthly 
payments  had  been  reduced  to  $5,070,566,  a  decline  of  51  per  cent. 

Further,  the  handling  of  claims  has  been  so  expedited  that 
the  average  time  elapsing  between  the  presentation  of  a  claim 
and  its  settlement  has  been  cut  60  to  90  days  to  30  days. 

In  1917,  just  prior  to  federal  control,  the  actual  loss  and  dam- 
age payments  made  by  the  railroads  totalled  $35,079,757.  Under 
government  operation  of  the  railroads  these  payments  increased 
to  $104,587,174  for  1919.  In  1920  the  loss  and  damage  payments 
reached  a  new  high  mark  totalling  $119,832,127,  largely  as  a 
result  of  occurrences  during  government  operation. 

With  the  end  of  federal  control  the  railroads  began  an  in- 
tensive campaign  to  reduce  the  number  of  their  loss  and  dam- 
age claims  and  consequently  the  amount  necessary  to  reimburse 
shippers  for  losses  of  and  damages  to  freight  while  in  the  hands 
of  the  carriers.  This  campaign  is  made  in  the  interest  of  econ- 
omy of  operation  and  is  directed  by  the  freight  claim  division  of 
the  American  Railway  Association.  The  results  of  this  campaign 
are  shown  in  the  16  per  cent  reduction  in  loss  and  damage  ex- 
penditures in  1921  and  in  the  decrease  of  35  per  cent  in  the  num- 
ber of  claims  presented'. 

As  300,000  fewer  claims  were  carried  over  into  1922  than 
were  on  the  books  of  the  carriers  at  the  beginning  of  1921,  and 
taking  into  consideration  the  reduction  of  35  per  cent  in  the  num- 
ber of  claims  presented,  which  are  generally  for  lower  amounts 
than  claims  filed  in  1921,  there  is  good  prospect  that  the  total 
loss  and  damage  bill  this  year  will  not  exceed  $60,000,000,  and 
it  may  be  cut  to  $50.000,000. 


REVENUE  FREIGHT  LOADING 

Revenue  freight  loading  took  a  slight  jump  in  the  week 
ended  April  22,  the  total  number  of  cars  loaded  being  714,088 
as  against  706,713  in  the  preceding  week,  according  to  the  weekly 
compilation  of  the  car  service  division  of  the  American  Railway 
Association.  This  was  in  spite  of  a  very  little  change  in  coal 
loading,  which,  however,  showed  an  increase  of  594  cars  over 
the  preceding  week. 

Increases  were  shown  in  the  loading  of  all  commodities, 
as  compared  with  the  preceding  week,  with  the  exception  of 
coke  and  merchandise,  L.  C.  L. 

In  the  corresponding  weeks  of  1921  and  1920  the  loadings 
totaled  704,632  and  717,772,  respectively. 

Coal  loading  totaled  63,445  cars  in  the  week  ended  April 
22  as  against  62.851  cars  in  the  preceding  week,  and  as  against 
204,586  cars  in  the  week  ended  March  25,  and  184,952  cars  in  the 
week  ended  April  1 — the  date  the  strike  began. 

The  loading  by  districts  in  the  week  ended  April  22  and 
in  the  corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6.747  and  5,605: 
live  stock,  2,799  and  2,765;  coal,  6.309  and  39,356:  coke.  1.160 
and  841;  forest  products.  4.765  and  5,466;  ore,  1,100  and  943: 
merchandise,  L.  C.  L..  67,361  and  56.516;  miscellaneous,  75.942 
and  63,007;  total,  1922,  166.183;  1921,  174,499:  1920.  156,355. 

Alleghany  district:  Grain  and  grain  products.  1.925  and 
1,986;  live  stock,  2,465  and  3,185;  coal,  11.436  and  42,340:  coke. 
4.083  and  2.293;  forest  products,  2,676  and  2.320;  ore,  2.368  and 
826;  merchandise  L.  C.  L,.,  50,424  and  42.526:  miscellaneous. 
62,016  and  46,364:  total,  1922,  137,393;  1921,  141.840;  1920,  141,704. 

Pocahontas  district:  Grain  and  grain  products.  186  and  99; 
live  stock,  92  and  92;  coal.  22.594  and  17.526;  coke,  243  and  149; 
forest  products,  1,183  and  1,157:  ore,  30  and  17;  merchandise. 
Ij.  C.  L.,  6,043  and  5.072;  miscellaneous,  4,083  and  4,030;  total, 
1922.  34.454;  1921,  28,142;  1920,  29,769. 

Southern  district:  Grain  and  grain  products.  2.943  and 
2,848;  live  stock,  2,042  and  2,044;  coal,  15,698  and  17,646;  coke, 
514  and  576;  forest  products.  18.359  and  13,601;  ore,  682  and  796: 
merchandise,  L.  C.  L.,  37,758  and  35.311 ;  miscellaneous.  42,664 
and  38,509;  total,  1922,  .120.660:  1921,  111.331:  1920.  123,447. 

Northwestern  district:  Grain  and  grain  products.  8.485  and 
7,864;  live  stock,  6,716  and  7,117;  coal,  2.776  and  3,058;  coke. 
1,273  and  529;  forest  products.  16.403  and  12.920;  ore,  3.146  and 
1.751;  merchandise,  L.  C.  L..  29.389  and  26313:  miscellaneous. 
31,664  and  28.279;  total.  1922,  99.852;  1921,87.831;  1920,  110.001. 

Central  Western  district:  Grain  and  grain  products,  9,257 
and  9,744;  live  stock,  10,536  and  12,101;  coal,  3,321  and  14,190; 


coke,  161  and  155;  forest  products,  5,349  and  5,551;  ore,  1,820 
and  960;  merchandise,  L.  C.  L.,  32,390  and  30,933;  miscellaneous, 
37,113  and  29,889;  total,  1922,  99,947;  1921,  103,523;  1920,  100,821. 

Southwestern  district:  Grain  and  grain  products,  3,728  and 
4,525;  live  stock,  3,464  and  2,428;  coal,  1,311  and  4,273;  coke, 
175  and  139;  forest  products,  7,124  and  6,152;  ore,  624  and  545; 
merchandise,  L.  C.  L,.,  16,119  and  16,717;  miscellaneous,  23,054 
and  22,687;  total,  1922,  55,599;  1921,  57,466;  1920,  55,927. 

Total,  all  roads:  Grain  and  grain  products,  33,271  and 
32,671;  live  stock,  28,114  and  29,732;  coal.  63,445  and  138,389; 
coke,  7,609  and  4,682;  forest  products,  55,859  and  47,167;  ore, 
9,770  and  5,838;  merchandise,  L.  C.  L..  239,484  and  213,388; 
miscellaneous,  276,536  and  232,765;  total,  1922,  714,088;  1921, 
704,632;  1920,  717,772. 


CAR  SURPLUS  AND  SHORTAGE 

The  daily  average  of  surplus  freight  cars  in  good  order 
showed  a  further  increase  in  the  period  April  15-23,  inclusive, 
as  compared  with  the  period  April  8-15,  on  account  of  the  coal 
miners'  strike.  The  total  for  the  April  15-23  period  was  371,764 
as  against  333,393  cars  in  the  period  April  8-15,  according  to  the 
weekly  report  of  the  car  service  division  of  the  American 
Railway  Association.  The  number  of  surplus  coal  cars  increased 
from  187,918  in  the  period  April  8-15  to  229,892  cars  in  the 
period  April  15-23.  The  average  daily  shortage  was  343  cars. 

The  surplus  was  made  up  as  follows:  Box,  92,080;  venti- 
lated box,  4,983;  auto  and  furniture,  1,343;  total  box,  98,406; 
flat,  8,133;  gondola,  125,871;  hopper,  104,021;  total,  all  coal, 
229,892;  coke,  3,669;  S.  D.  stock,  14,406;  D.  D.  stock,  1,708; 
refrigerator,  8,648;  tank.  562;  miscellaneous,  6,340;  total,  371,764. 

The  shortage  of  343  cars  was  made  up  of  161  box,  78  flat, 
74  coal,  25  refrigerator  and  5  miscellaneous  cars. 


REVIEW   OF   CAR   LOADINGS 

Tabulations  completed  by  the  Bureau  of  Railway  Economics 
show  that  while  there  was  an  increase  in  March,  compared  with 
the  same  month  last  year,  of  approximately  20  per  cent  in  the 
number  of  cars  loaded  with  revenue  freight,  the  increase  was 
principally  due  to  a  stimulation  in  coal  shipments  due  to  the 
miners'  strike  which  went  into  effect  on  April  1.  Loading  of 
all  commodities  totaled  4,129,198  cars,  compared  with  3,452.941 
(luring  that  month  in  1921,  or  an  increase  of  676,257  cars.  Coal 
shipments  during  the  month  totaled  981,428  cars,  an  increase  of 
55.24  per  cent  over  the  same  month  one  year  ago.  Exclusive  of 
coal,  however,  loadings  of  all  other  commodities  increased  only 
11.59  per  cent,  the  total  for  March  being  3,147,770  cars. 

In  February  there  was  an  increase  over  the  same  month 
in  1921  of  9.42  per  cent  in  the  loading  of  all  commodities,  while 
for  coal  there  was  an  increase  of  26.05  per  cent  and  for  other 
commodities,  exclusive  of  coal,  6.43  per  cent.  Incomplete  reports 
so  far  filed  by  the  railroads  with  the  Interstate  Commerce  Com- 
mission indicate  that  there  was  an  increase  of  approximately  23 
per  cent  in  the  net  ton  miles  (the  number  of  tons  of  freight 
multiplied  by  the  distance  carried)  in  March  over .  the  same 
month  last  year. 


ORDER  AND  LOCATION  OF  CARS 

Bad  order  freight  cars  numbered  317,783  on  April  15  out 
of  a  total  of  2.280.897  cars  on  line,  as  against  320.083  in  bad 
order  on  April  1.  according  to  the  semi-monthly  bulletin  of  the 
car  service  division  of  the  American  Railway  Association.  The 
percentage  was  13.9  as  against  14  on  April  1. 

By  clsses  of  equipment  the  renort  showed  the  following 
bad  order  cars:  Box.  154,457  or  15  per  cent  as  against  14.9 
per  cent  April  1;  refrigerators.  8,003  or  12.9  per  cent  as  against 
12.5  per  cent  April  1;  gondolas,  130.699  or  13.5  per  cent  as 
against  13.9  per  cent  April  1;  stock,  9,485  or  11.5  per  cent  as 
aeainst  11.7  April  1:  and  flat,  12,113  or  12.2  per  cent  as  against 
12.5  ner  cent  April  1. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars 
on  line  to  ownership  as  of  April  15  showed  the  following: 
Eastern  district,  98  as  against  96.3  a  year  ago;  Alleghany.  101.5 
as  against  98.3  a  year  ago;  Pocahontas.  88.1  as  against,  90.5  a 
year  ago;  Southern.  101.4  as  against  99.1  a  year  ago;  Western, 

97.2  as   against  96.8   a   year  ago:    all   districts,   98.4   as   against 
97  a  year  ago;   Canadian  roads,  92.4  as  against  96.1  a  year  ago. 

The  per  cent  of  home  cars  on  home  roads  as  of  April  15  was 

72.3  as  against  69  April  1.     By  classes  of  equipment  the  per- 
centages were  as  follows:     Box,  61;   refrigerator,  67.8;   gondola, 
81.2;   stock,  86.5:   flat.  81.1. 


WAR    FINANCE    LOAN     REPAID 

The  War  Finance  Corporation  has  announced  that  the  ad- 
vance of  $5.000,000  to  the  Baldwin  Locomotive  Works,  Phila- 
delphia. Penn.,  made  on  January  15.  1920,  for  the  purpose  of 
financing  the  exportation  of  locomotives,  has  been  repaid  in  full 
eight  and  one-half  months  in  advance  of  the  date  of  maturity. 


May  6.  1922 


THE    TRAFFIC    WORLD 


995 


REPAIRS  IN  OUTSIDE  SHOPS 

Hearing  on  the  question  of  contracts  entered  into  by  the 
Missouri.  Kansas  A  Texas,  for  the  repair  of  equipment  in  shops 

-••<lali;i.  Mo..  Parsons,  Kan.,  and  Dennison.  Tex.,  was  held 
before  the  Labor  Board  May  4.  The  board  took  jurisdiction  over 
the  dispute  as  one  likely  to  interrupt  commerce,  on  the  prayer  of 
the  railway  employes'  department  of  the  A.  F.  of  L.  A  repetition 
of  the  argument  made  at  the  time  the  board  consented  to  re- 
view the  affair  constituted  the  case  of  the  union  at  the  bearing. 

The  M.  K.  t  T.,  it  was  alleged,  contracted  for  work  in  its 
own  shops  with  the  A.  S.  Hecker  Co.  of  Cleveland,  the  new 
arrangement  to  begin  April  24.  All  men  hitherto  employed  by 
the  carrier  in  those  shops  were  to  be  discharged  and  rehired,  so 
far  as  possible,  by  the  contracting  company.  The  employes  point- 
ed out  that  that  would  mean  the  loss  of  seniority,  free  transporta- 
tion, and  hospital  benefits,  all  of  which  the  carrier  admitted,  say- 
ing only  that  those  things  were  beyond  its  control. 

M.  E.  Williams,  assistant  chief  operating  engineer  for  the 
M.  K.  £  T..  asked  that  the  board  dismiss  the  case.  He  said  the 
dispute  could  not  be  called  one  likely  to  interrupt  commerce  be- 
cause the  shops  in  question  had  been  closed  since  January  1, 
1922,  and  because,  in  spite  of  that  fact,  the  railroad  had  been  ren- 
dering satisfactory  service.  It  could  not  be  supposed,  he  said, 
that  the  few  days  necessary  for  the  contractor  to  hire  men  to 
nil  the  places  of  those  who  might  strike  would  cause  the  railroad 
any  major  inconvenience.  Over  400  men,  he  said,  which  were 
all  that  were  needed,  had  already  signed  with  the  contractors  for 
employment  at  the  Sedalia  shop*. 

PENNSYLVANIA  LABOR  CASE 

Ike   Tnfe   World   W*tki*gtf*  Buretu 

The  question  whether  the  1'nlted  States  should  take  an 
appeal  to  the  Supreme  Court  of  the  I'nlted  States  from  tht- 
derision  of  JudKe  <;«-orge  T.  Page.  In  the  I'nlted  States  court 
(or  the  northern  district  of  minion,  eastern  division.  In  which 
the  constitutionality  of  the  legislation  creating  the  Labor  Board 
was  upheld  but  the  Board's  act  In  summoning  the  Pennsylvania 
to  account  In  that  case  was  held  to  be  beyond  the  scope  of  UK 
powers,  was  discussed  at  the  Department  of  Justice  May  1. 
The  views  of  the  board  were  laid  before  Solicitor  General  James 
M.  Beck  and  Blackburn  B.  Esterllne.  the  latter  in  charge  of 
litigation  in  which  the  Interstate  commerce  law  and  related 
statutes  are  involved,  by  Messrs.  Hooper  and  Barton,  of  the 
Labor  Board. 

Attorney  General  Daugherty  Is  expected  to  make  the  dlclslon 
on  what  Is  reported  to  him  by  the  solicitor  general  and  Mr. 
l.n.  The  lower  court  held  that  the  powers  of  the  board 
were  advisory  only.  The  question  Is  a»  to  whether  the  Depart- 
ment of  Justice  Is  willing  to  go  to  the  higher  court  In  support 
of  a  proposition  that  the  dec-talons  of  the  board  are  enforceable, 
by  mandatory  injunction  or  other  judicial  writ.  when,  as  seems, 
the  question  Is  one  of  policy  as  much  as.  If  not  more  than,  one 
of  the  power  granted  by  Congress.  An  amendment  to  the  act. 
If  desired,  could  care  what  the  members  of  the  board  are  sup- 
posed to  believe  is  a  defect  In  the  legislation. 

As  unofficially  viewed  among  men  In  the  Department  of 
Justice  who  deal  with  such  matters,  the  weight  of  opinion  seem* 
to  be  that  legislation  could  be  procured  sooner  and  more  defln 
Itely  than  a  decision  of  the  higher  courts  reversing  the  decision 
by  Judge  Page.  One  of  the  questions  to  be  decided  on  the 
procedural  side  of  the  case  Is  whether  the  appeal,  were  It  decided 
that  one  should  be  taken,  should  be  to  the  circuit  court  or  direct 
to  the  Supreme  Court  of  the  United  States.  Were  It  a  case 
arising  under  the  Interstate  commerce  law,  appeal  would  lie 
direct  to  the  highest  tribunal.  Congress,  however,  appeared 

not  to  have  definitely  Indicated  whether  the  cases  arising  under      decided'  In    such    conference    shall    tie    submitted    to    the    board, 
the    arbitration    sections    of    the    transportation    law    should    or     •*• 
should  not  be  subject  to  the  rule  governing  cases  arising  under 
the   law   regulating   the   rates,   rules,   regulations,   and   practices 
of  the  railroads. 

That  question  of  policy  also  Involves  the  query  as  to  what 
would  be  the  attitude  of  organised  labor  toward  a  board  that 
would  have  power  to  enforce  Its  rulings  or  decisions,  some  of 
which,  conclevably.  might  be  against  th><  contentions  of  th» 
labor  unions.  In  1916.  while  the  Adamson  bill  was  under  con- 
sideration, the  labor  leader*  forced  out  of  the  bill,  notwith- 
standing the  support  of  President  Wilson,  all  language  that 
might  have  been  construed  as  giving  the  government  the  power 
to  say  what  should  be  the  reasonable  rates  of  pay  and  the 
reasonable  working  conditions  under  which  the  men  should 
serve. 

The  Pennsylvania  could  appeal  from  that  part  of  the  decision 
In  which  Judge  Page  said  he  could  not  see  any  difference.  In 
the-  matter  of  power,  between  a  statute  regulating  the  rates  of 
a  common  carrier  and  a  statute  setting  up  a  tribunal  to  regulate 
commerce  between  the  states  on  the  labor  side  of  the  same 
commerce  or  intercourse.  The  government  has  not  been  advised 
as  to  what  thr  Pennsylvania  inti  nd-  doing. 

Attorney  general  Daugherty.  In  talking  with  newspaper  men 
about  the  rase  said  the  Department  of  Justice  would  "maintain 


the  position  of  the  Railroad  Labor  Board,  if  it  can."  He  did  not 
KO  into  the  difficulties  it  is  believed  he  is  dealing  with  in  con- 
sidering that  case,  because,  he  said,  he  had  not  been  fully  in- 
formed about  it  by  those  whose  duty  it  is  to  deal  with  in  the  first 
instance. 

Chairman  Hooper  of  the  I^abor  Board,  on  his  return  from 
Washington,  May  4,  said  that  the  result  of  his  conferences  with 
Attorney-General  Daugherty  was  a  decision  by  the  Department 
of  Justice  to  "back  up  the  board  to  the  limit,"  in  its  fight  against 
the  Pennsylvania  and  the  district  court  opinion  recently  ren- 
dered by  Judge  Page  in  that  case.  Hooper  said  immediate  steps 
would  be  taken  to  prepare  an  appeal  to  the  Supreme  Court  in 
the  matter. 

In  a  memorandum  prepared  by  Chairman  Hooper,  in  his 
capacity  as  chairman  of  the  board's  judiciary  committee,  Page's 
opinion,  in  so  far  as  it  held  that  the  board  could  not  assume 
jurisdiction  over  disputes  under  section  301  of  the  transportation 
act,  except  on  joint  submission,  was  characterized  as  "strained 
and  unnatural."  The  memorandum,  which  clearly  set  forth  the 
board's  position,  inasmuch  as  it  was  accepted  by  that  body,  also 
comments  on  the  recent  decision  of  the  Supreme  Court  of  Mis- 
sissippi, which  held  that  the  board  had  the  power  to  fix  wages 
and  that  Its  decisions  had  the  effect  of  awards  enforceable  l>\ 
law. 

Significant  parts  of  the  memorandum  were  as  follows: 

The  federal  Judge  held.   In  suKst.-ince.   us  follows: 
1.     That  Congress  had  the  constitutional   right   to  confer  upon   II 
liailruad   ljtlK,r   Hoard  the  pow  >ns  thai    would 

the  bfii.liiiK  fin  .-.-s.  nml   tc,  tl  x   wages  ;iml  working:  conditions 

that  would  i"    anforoMbte. 

J.  That  Congress  hud  not.  In  fact,  conferred  such  power  in  the 
tran.  ii.-ni  »niy  cmiH.wcied  Hi.-  bonid  in  render 

ami   with   no   provision   for   their 

«••-!    of    public    opinion. 
n.  I   ii..  I   hold.  a*  has  U.  n   stated   In  a  portion  of  the 

Rre*s.    that    no   dispute    could    IK-    brought    liefore    the    board,    •XOtBI 
y    the    Joint    submission    of    the    parties. 

Thr  court  did  hold,  however,  that  gome  disputes  could  IK-  brought 
Ix-fort-    th«-    iHuud    onl>    liy    joint    submission,    and    that    certain    Other 
dispute*  niiK'it    Iw  brought   to  the  board   by   either  party  upon  in 
mission. 

•     In-lit    that    the    Pennsylvania    dispute    as    to    how    the 
representatives    ol    the    »hop    crafts    should    I  I    to    negotiate 

with    the    earn  slon    of    rules    wa»    a    dispute    that    could    l»- 

brought  before  the  board  only  by  Joint  submission,  and  that  it 
was  not  properly  before  the  board  on  tin-  >-x  parti-  submission  of  tne 
employes.  The  "court  held  that  the  board's  decision  was  InvaJId.  that 
the  board  would  m-t  I-  permitted  to  Issue  a  decision  censuring  the 
carrier  for  violating  said  Inva!  n  and  thnt  the  board's  motion 

-miss  the  carrier's   bill  must   '•«•   denied. 

•  nirsc.    tin-    practical    result    of   Ihls    holding    Is    that    when    a 
to  be  held   In    ri-KnW  to  a  disputed   rule  or  other 


..- 

•    party    mav     bring    about    a    preliminary    dispute    thai 
will  i    conference;    that    this    preliminary    dispute    m:i>     I..- 

withheld    from   submission    to    the   board    by    the    refusal   of   on.     p:irt> 
to  Join   in   the   submission:    and  that    the  original   dispute  as  to  rules 
or   wage*   will   thus   be    kept    from    the    lioard. 

It   may   be   truly  said  that  this   would  not   often   happen,   but   the 
fact    remains    that.    In    the    present    case.    It    hns    happened    and    that 
non    with    a    question    affecting    the    entire    schedule   of    rules 
for  an   army   of   employes. 

This    decision    permits    the    Pennsylvania    Railroad    to    set    up    a 
.-•s   negotiated    with   a   minority   of   Its  shop  craft   em- 
ploye*. contrary  to  the  letter  and  spirit  of  the  transportation   a<  -t. 

respect    to    the    learned    court,    the    construction    of 
•    the    effect    that    the   submission    to    the    board   of    the 
:,    this    case   or   any    other   dispute    between    t-  itnd 

It*   erupt.-  tig  out    of   their   relationship    as    such,    must    be   u 

submission   I*  strained  and   unnatural. 

Sections  SOT    (a)   and  307    do    provide   the   methods  of  submitting 
disputes   to  the   1-abor    Hoard,   after   the   conference    has   failed   to  ef- 
fect an  HI. 

These  two  sections  must  be  considered  together. 

on  101  doe*  not  prescribe  the  manner  or  method  of  submit- 
ting dispute*  to  the  board.     It  doe*  say   that    "if  any  dispute  Is   not 
decided  In  such  coi  shall  be  referred  by  the  parties  thereto 

to  the  Board."  etc. 

This    Is   a    mandatory    provision.      It   directs    that    any    dispute    not 
In    such    conference    shall    tie    submitted    to    the    board.      Nn 
____    or   discretion    Is    left    to   the    carrier    and    the    employes    as    to 

whether  any  dispute  shall  be  taken   In-fine  the  board.     Tin-  taking  of 
any  dispute  not  decided  In  <  onf.  i.  n<  >•  to  the  hoard  Is  Imperative  and 
Is  not  made  subject  to  defeat  by  the  whim  of  either   |>.nt.v    by   n-iMiir- 
Ing  a  Joint  submission.     The  mere  fact  that  section  301  snys  th.it    Hi. 
dispute  shall  be  referred  to  the  hoard   "In    the  partl.-x   thereto"   should 
not  be  strait  •  -n   a  Joint  l.y   the   parties.    In    view   of 

the  fact  that  section  101  Is  dealing  with  -  ..1.1.  •.  n.  .•-   i..t\v..n   th<-  p.-u- 
tle*  and    that    section    SOT-a   and    section    'Mil-It    specifically    i>i  .  s.  -i  iln  -.1 
the  manner  of  making  submissions  to   the  board. 

ion    107    (a)    defines    the    inethiKls   of   submitting   to    the    Imnrd 
disputes   Involving  grievances,    rules   and    worklnK   conditions. 

ion   307    <1»    defines   the    method    of   bringing    l»-foie    the    lioanl 
disputes  with   r<  -s|  .....  I    t"  wages  and   salaries. 

It   Is   evident    that    tli-  !"•    tui,    .-.itinns    are    Intended    to   cover   any 
and    every    dispute    that    may    arise    between    carrier*    and    their   em- 
ploye* and  all   that  are     ..-.  .  i.-d    |.\    ......  ii..|,     >>i 

It   1*  quite  unrvaaonahle   to   suppose   thnt   the   Act   intends   to  ex- 
clude from  sections  307(ai  and  3"?   (In  any  manner  of  dlspuate  what- 
'ien   no  such  Intimation   IH  given   by   Its   I.-IIIKU:IKI-   and    when   no 
provision  Is  anywhef-  r  a  joint  submission  of  a   dispute. 

There  can  U-  no  dispute  growing  out  of  the  contract  relations  of 
a  carrier  and  Its  Mnptoye*  that  does  not  arise  either  in.  MI  ml.-.. 
wage*  or  grievances.  The  dispute  In  i|iiestion  arose  from  the  general 
dispute  In  regard  to  the  revision  of  rules  and  It  directly  Involved  the 


particular    rule    as    to    th<-    conduct    of    r  out,  i.-n.'c*    and    negotiations. 
The  transportation  act   guaranteed   to  tin-   employes  the  right   to  select 

'into    for    them    In    the    propose.)    conf.-t 
sary  to  have  a  rule  of  some  soil    pn-s.  i  il.ini' 

n     Of     Sllch     leplesenlatiVeS.        It     WHS     lip. Ill     till 

nilc     that     the    .li.pi  •  which     came     to    the     hoard.       Before    and 

since    the    passage    of    tip     transportation   net    It    has    been    ciislom.-n  •. 
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for  tlif  sehedules  of  rides  anived  upon  between  carriers  anil  their 
Viiriuiis  elasses  »f  employes  i.i  eontain  rules  i .  milal  iri«  the  manner 
and  procedure  for  rliaii^inK  or  revising  the  rules.  It  is  also  a  matt<  i 
of  common  knowledge  that  serious  disputes  sometime!  arise  in  regard 
to  rules  that  Ho  not  direetly,  but  only  incidentally,  afiVrt  a  imestion  of 

.->   or   \\orkiiiK   eonditions. 

Tin-  hoard  should  take  steps  al  the  proper  tinir  to  have  the  de- 
rision ..I  the  I'irellit  .luilKi-  reviewed  hy  the  Supreme  I'oml. 

Mississippi   Decision 

A  few  dajs  aKo.  the  Supreme  Court  of  Mississippi  rendered  a  de- 
cision of  Importance  to  the  Kailroad  Labor  Hoard. 

A  section  laborer  on  the  New  Orleans  &  Great  Northern  Rail- 
mad  hi-ought  a  suit  against  said  carrier,  alleging  that  the  carrier 
had  arliitiarily  reduced  his  wages  below  the  figure  fixed  by  the 
l.ahor  Hoard  in  deeision  No.  :;.  and  seeking  to  recover  the  difference 
between  what  he  had  been  paid  by  the  carrier  and  what  he  would 
have  been  paid  under  derision  No.  2.  The  lower-  court  dismissed  tin- 
employe's  suit  on  demurrer.  The  supreme  court  reversed  the  judg- 
ment of  the  lower  court  and  held,  as  follows: 

1.  That  the  transportation  act  confers  upon  the  Railroad  Labor 
Hoard  the  power  to  tix  wages  for  railroad  employes,  that  the  de- 
cision of  the  Hoard  in  a  wa^e  dispute  has  the  effect  of  an  award 
and  that  :-.n  employe  has  a  riMht  of  action  against  the  carrier  for 
compensation  for  his  work  on  the  basis  of  the  wage  prescribed  in  the 
hoard's  decision. 

:;.     That   the   transportation   act   Is   constitutional. 


LEAGUE   HEARD   IN   WAGE   CASE 

Half  the  hearing-room  full  of  labor  leaders  and  attorneys 
greeted  the  Traffic  League  delegation  when  it  arrived  to  present 
its  petition  of  intervention  in  the  wage  case  before  the  Labor 
Board  the  afternoon  of  April  28.  John  S.  Burchmore's  reading 
of  the  petition  (see  The  Traffic  World,  April  29,  p.  960)  and  his 
colloquy  with  Chairman  Hooper,  were  frequently  interrupted  by 
objections  from  Frank  P.  Walsh,  who  headed  the  labor  delegation. 

Mr.  Burchmore  began  his  presentation  by  thanking  the  board 
for  allowing  the  League  to  appear  independently,  and  said  that 
it  would  have  been  embarrassing  to  ask  the  carriers  for  part  of 
their  time,  as  had  been  suggested. 

"The  National  Industrial  Traffic  League  simply  wants  to  be- 
come a  party  to  this  case,"  he  said.  "It  does  not  wish  to  appear 
as  favoring  either  side,  as  such.  The  League  has  been  recog- 
nized by  Congressional  committees  on  numerous  occasions,  and 
its  representatives  took  an  important  part  in  the  recent  general 
rate  inquiry  before  the  Interstate  Commerce  Committee." 

"You  must  understand,  however,"  interjected  the  chairman, 
"that  your  organization  is  directly  interested  in  rates  and  not 
directly  interested  in  wages." 

"Oh,  yes  w'e  are!"  exclaimed  the  League  attorney.  "The 
statute  says  we,  as  shippers,  must  pay  the  railroads  high  enough 
rates  to  cover  the  cost  of  operating  the  railroads  plus  a  reason- 
able return  on  their  valuation.  And  wages  are  a  part  of  the 
cost  of  operation." 

Half  way  through  the  reading  of  the  petition,  Mr.  Burchmore 
was  interrupted  by  Mr.  Walsh,  who  said  that  he  had  just  dis- 
covered he  was  mistaken  when  he  thought  the  document  the 
League  attorney  was  to  »ead  was  a  statement  of  rights. 

"It  seems  now,"  Walsh  said,  "that  the  gentleman  is  trying 
to  get  into  this  record  the  views  of  his  organization — not  what 
he  considers  its  rights  to  intervene." 

"We  are  merely  trying  to  tell  the  board,"  Mr.  Burchmore 
interrupted,  "to  what  extent  we  desire  to  intervene." 

"The  board  in  its  letter  to  these  gentlemen,"  said  the  chair- 
man, "made  known  its  position  as  to  allowing  outside  interests 
to  become  parties  to  a  case  before  it.  The  League  has  asked  for 
this  opportunity  to  be  heard  on  that  question." 

"Well,"  snapped  the  labor  attorney,  "if  this  sort  of  testimony 
is  allowed  to  go  into  the  record  under  the  guise  of  a  petition 
of  intervention  we  wish  to  enter  a  protest  and  retire." 

"You  have  my  permission,"  smiled  Burchmore. 

"Gentlemen,"  broke  in  the  chairman,  "I  can  control  neither 
Mr.  Walsh's  desire  to  retire  nor  Mr.  Burchmore's  argument.  This 
is  an  important  question.  I  have  already  said  that  the  board 
does  not  recognize  the  League's  right  to  become  a  party  to  this 
case,  but  it  does  recognize  the  right  of  the  League's  attorney  to 
argue  that  it  should  be  permitted  to  become  a  party." 

Deep  interest  was  evinced  by  the  board  members  in  the  head- 
ing of  the  petition,  which  proceeded  uninterrupted  until  the 
portions  which  scored  the  board  for  laxity  in  its  method  of  con- 
ducting hearings.  The  chairman  asked  for  a  rereading  of  some 
portions  of  that  part  of  the  petition,  and  a  short  exchange  took 
place  in  which  the  board  member  declared,  following  Mr.  Burch- 
more's statement  that  the  board  "shall  institute  hearings  prop- 
erly conducted,  in  accordance  with  statute." 

"That  is  exactly  what  has  been  done." 

Mr.  Burchmore  concluded  by  saying  that  if  the  board  should 
see  fit  to  make  the  League  a  party  to  the  dispute,  no  oral  testi- 
mony would  be  presented,  it  being  merely  the  League's  desire,  in 
that  event,  to  enter  a  formal  motion  to  dismiss  the  wage  case. 

Without  a  moment's  hesitation,  Chairman  Hooper  said: 

"The  chair  rules  that  under  the  law  no  interest  or  individual, 
other  than  the  carrier  or  employe  involved,  may  interevene  in 
a  case  before  this  board  or  become  an  actual  and  formal  party 
thereto." 

"May  we  have  a  formal  ruling  to  that  effect?"  asked  League's 
counsel. 


"A  formal  ruling  will  be  entered  in  response  to  your  peti- 
tion," was  the  answer. 

Labor    Men    Bolt 

J.  H.  Libby,  economist  for  the  National  Indu»crial  Confer- 
ence Board  of  New  York,  was  next  called  on,  but  before  he  could 
begin  his  presentation,  Mr.  Walsh  was  again  on  his  feet,  wav- 
ing aloft  his  prepared  protest  and  demanding  an  opportunity  to 
enter  it.  The  economist  agreed  to  allow  ten  minutes,  at  the  re- 
quest of  the  chairman. 

"We  were  under  the  impression  that  the  board  was  going 
to  allow  these  gentlemen  formally  to  intervene  when  this  protest 
was  prepared,"  said  Walsh,  "and  we  think  it  might  as  well  be 
put  in  because  the  board's  distinction  between  allowing  an  out- 
side interest  to  become  a  party  and  allowing  them  to  come  in 
here  for  a  little  hearing  all  of  their  own  is  exceedingly  fine  spun. 
These  gentlemen  who  have  just  failed  so  miserably  in  their  at- 
tempts are  now  threatening  to  drag  the  board  into  the  courts 
on  the  question." 

"Like  St.  Paul,"  interrupted  Mr.  Hooper,  "none  of  these 
things  move  us." 

"And  to  continue  from  the  Bible,"  resumed  Walsh,  "I  warn 
you  to  be  wary  and  alert." 

The  chairman  disposed  of  the  labor  leaders'  protest  by  say- 
ing that  under  the  transportation  act  the  board  had  the  power 
to  seek  where  it  wished  for  information,  and  that  if  it  saw  fit 
to  allow  the  League  and  other  organizations  to  come  in  and  glv« 
the  board  the  benefit  of  special  information,  it  had  the  right  to 
do  so. 

"The  position  of  the  board  can  be  summarized,"  said  Mr. 
Hooper.  "First,  the  League  may  not  intervene  in  this  case; 
second,  the  board  can  hear  outside  parties  if  it  wants  to  but  it 
is  not  obliged  to  do  so.  Allowing  the  League  and  the  Conference 
Board  to  come  in  here  today  is  not  setting  a  precedent  or  out- 
lining a  policy.  The  board  reserves  the  right  to  hear  or  to  refuse 
to  hear  from  parties  such  as  these  just  as  it  sees  fit  in  its  own 
discretion." 

"Does  the  testimony  Mr.  Burchmore  has  just  introduced  now 
form  a  part  of  the  record  in  docket  No.  1300  (the  wage  cases)? 

"It  does." 

"Then  we  shall  ask  the  board  to  excuse  us,"  said  Walsh,  and 
the  labor  delegation  left  in  a  body. 

Mr.  Libby  then  made  an  interesting  presentation,  in  which 
he  sought  to  show,  by  means  of  graphic  charts,  that  railroad 
wages  were  so  high  as  to  influence  wages  in  outside  industries. 
He  said  his  organization  was  maintained,  for  purposes  of  econ- 
omic research,  by  32  independent  associations  of  manufacturers. 

Board  Must  Ignore  Public  Interest 

voiced  by  Mr.  Walsh 


and  Donald  R.  Richberg,  and  printed  in  a  50-page  book,  were 
summarized  as  follows: 

The  Labor  Board  has  entirely  mistaken  its  functions  if  it  as- 
sumes that  it  has  been  made  the  guardian  of  general  public  interests 
in  disputes  between  carriers  and  employes.  The  only  public  interest 
which  the  Labor  Board  has  been  organized  to  protect  is  the  interest 
of  the  public  in  the  uninterrupted  flow  of  interstate  commerce,  which 
may  be  threatened  by  a  dispute  over  wages  and  working  conditions 
between  carriers  and  employes.  The  public  interest  in  rates  to  be 
paid  for  interstate  transportation  has  been  confided  to  the  Interstate 
Commerce  Commission  and  not  to  the  Labor  Board.  The  public  inter- 
est in  relations  of  employer  and  employe  and  in  the  establishment  of 
generally  satisfactory  working  conditions  has  not  been  confided,  so 
far  as  observable,  to  any  federal  board,  and  certainly  not  to  the  Labor 
Board.  The  only  function  of  the  Labor  Board  is  to  settle  a  dispute 
between  carrier  and  employes,  and  the  only  persons  who  can  properly 
be  heard  in  such  disputes  are  witnesses  produced  by  the  contending 
parties,  or  possibly  witnesses,  upon  the  issues  between  the  parties. 
produced  by  the  board  itself. 

Claims  League  Does  Not  Represent  Public 

The  organizations  seeking  hearing  at  the  present  time  exhibit 
in  their  names  and  their  constituents  that  they  do  not  represent  the 
public,  but  on  the  contrary  are  organizations  of  private  selfish  inter- 
ests. 

Attention  may  here  be  called  to  the  fact  that  there  appears  al- 
ready in  the  record  of  the  present  proceeding  as  well  as  in  the  Con- 
gressional Record  of  January  23,  1922,  evidence  of  the  private  and 
partisan  purposes  of  various  organizations  seeking  hearings  before  this 
board.  It  may  be  suggested  that  the  public  chooses  its  own  repre- 
sentatives, that  they  are  elected  officers  of  government  and  their  ap- 
pointees; and  that  individuals  who  cannot  trace  their  authority  back 
to  popular  suffrage  have  no  right  to  claim  to  represent  the  public. 

It  should  be  pointed  out  that  if  the  board  calls  as  its  witnesses 
representatives  of  shippers  who  have  an  obvious  interest  in  lower 
rates,  and  hence  in  a  lower  cost  of  transportation,  and  therefore  in 
lower  wages,  the  board  should  also  .call  as  its  witnesses  representa- 
tives of  labor  organizations  in  other  industries  whose  wages  are 
affected  by  the  wages  established  in  the  transportation  industry. 

Statistics  Under  Partisan   Handling  Are   Unreliable 

The  organizations  seeking  to  intervene  cannot  be  given  standing 
as  witnesses,  because  witnesses  must  be  individuals  capable  of  being 
sworn. 

The  individual  representatives  of  the  organizations  seeking  to  in- 
tervene cannot  appear  as  witnesses  in  their  own  behalf  because  they 
cannot  be  made  parties. 

Therefore.  If  such  individuals  are  heard  they  must  be  called  as 
witnesses  by  either:  (a)  the  carrier,  or  (b)  the  employes,  or  (c)  the 
board. 

If  the  board  permits  one  organization  to  be  heard  representing 
private  or  special  interests  there  will  be  no  reasonable  basis  for  ex- 
cluding any  organization  and  the  board  will  be  required  to  hold  ex- 
tensive hearings  of  little  value  affording  every  organization,  which 
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desires  to  advance  a  special  interest,  or  some  general  program  of 
political  or  social  reform,  opportunity  to  be  heard,  thus  imposing  an 
unfair  burden  of  time  and  expense  on  the  parties  and  the  board. 

The  purpose  of  referring  disputes  to  the  board  Is  largely  to  crys- 
.   tallise  and  define  issue."  r.s  and  employes  and  to  obtain 

an  Impartial  judgment  upon  those  Issues.  To  clutter  up  the  record 
with  a  mass  of  other  issu.  s  an. I  .  \  id.  re  ••  will  .1.  f.  :ii  the  main  inn- 
pose  for  which  the  board  was  created. 

Statistics  under  partisan    handling  HIV   notoriously   unreliable  and 
it  Is  equally  notorious  that   expert  opinion   follows  a  fee.     Stat, 
information  and  expert  opinion,  if  brouKht  Into  the  record  by  action  of 
the   board,  should  proceed    from   official    representatives   of   the   public 
and  not  from  partisans  masquerading  as  members  of  the  public. 

The  transportation  act  specifically  provides  that  officers  and  em- 
ployes of  the  fii. t.  -I   States  shall  supply   the  board  with  any  data  or 
Information   necessary,  and  this  specific   provision   for   the   production 
••'f   from    representatives   of  the   public   excludes  by   Implica- 
tion the  propriety  of  seeking  Information   from   private  organizations 
whose  claims  to  represent  public  opinion  have  no  popular  sanction. 
.          The  partisanship  of  the  witnesses  off.  red  Is  obvious  from  the  names 
of   the    organizations   which    they   represent.      The    parties    who   .! 
their   testimony   should   be   compelled    to   accept    responsibility    for    Its 
•-luction. 

The  value  of  the  board  as  •  government  instrumentality   •!•  , 
upon   Its  acting  with  strict  propriety   within   the   accepted    limit..n.-r.- 
upon   tii-  -   of  an  arbitrator. 

Board  Bias  Intimated 

Finally.  It  may  be  pointed  out  that  the  value  of  the  board  as  a 
government  Instrumentality  depends  largely  upon  the  performance  of 
IU  duties  In  strict  propriety  within  the  accepted  limitations  of  the 
function  of  -«n  arbitrator. 

"If   arbitrators    conduct    themselves    with    bias    or    partiality    this 
amounts  In  law  to  misconduct,  which   will  warrant   the  setting   aside 
the  award."     S  Corpus  Juris..  1M. 

It  would  certainly  be  an  exhibition  of  bias  or  partiality  for  this 
board  to  call  as  Its  own  witnesses  persons  whose  evidence  Is  Intended 
to  support  th.  -  of  either  side  to  a  dlsp< 

It  would  be  equally  an  evidence  of  bias  or  partlalltv   for  the  board  to 
Permit    such    partisan    wltnesaes   to  appear   without    the    responsibility 
for    their    appearance    being    accepted    by    those    In    behalf    of    whom 
to  testify. 

•While  arbitrators  are  not  bound  by  the  strict  and  technical  rule* 
..f  l.iw.  they  must  nevertheless  have  due  regard  to  natural  justice  and 
the  rights  of  the  parties;  and  Irregularities  In  their  proceedings 
wh»-rel,v  the...-  things  are  arbitrarily  dlnregx'  •  tute  -u.  h  mi.- 

i«  will  necessitate  the  setting  aside  of  the  awar.l.     Fur  exam- 
ple,   an    award    may    be    set    aside    because    the    arbitrators     •     • 

their    jurisdiction     In     considering    matters    not    submitted 
•     •     '  pus   Juris..    I»l. 

ites  Itnllroad   Ijibor  Board  has  been,  established  as 
a  tribunal  for  arbitrating  disputes  between  carriers  and  employes.     It 
will  not  be  assumed  that  the  board  desires  to  exceed   Its  jurl«l 
or  to  conduct  proceedings  In  a  manner  which    would  reflect   upon   the 
Impartiality    of    It*    deliberations.       Vet    In    it-    d-  ••    entirely 


fair   and    to  consider   all    prop< 
sented  to  It.   the  board  may 


Ions  Involved  In  disputes  pre- 
nally  err  as  well  niton  the  side 
doing  I".,  little  It  Is  respect- 


of  doing  too  much  as  upon  the  sld 

fully  submitted   that   the  board  should   confine    ,:-.!f   IU..M    cnrefui: 
the  exercise  of  th<>-  «  with  which  It  ha»  that 

It  should  observe  most  carefully  those  precedents  of  arbitration  which 
will  Insure  a  fair  hearing  to  the  parties  to  disputes  presented  • 

What   the   legal   effect  of  the  board'*  rulings  may   finally   be   heM 
to  be  Is  a  matter  now  Involved   In 
of  the  Tnlted  States  District  Court  limits  the  cfr 
of  the  board  largely  to  the  establishment  of  an  official   . 
In  an  opinion  of  th-  •  of  Mississippi  the  <l  •   th. 

board    are    given    effect    >n    establishing    contract    rights    legally    en- 
>  between   carriers   and  employes. 

Whether   In    the  end.    under   the   present   law  or  even   under  pos- 
smendment*   thereto,    the  decisions  of  the  board  are  confineii   In 
legn  '-salons  of  opinion,  or  become  In  effect  legal! 

Me  judgments.   It    In  equally  Important   that   the  proeedc. 
board  be  such  as  will  Inspire  public  respect  and  confidence  and  pr 
the  legal  rights  of  the  parties   who  are  given  hearings  by  the  board. 
To  accomplish  either  of  these  results  hearings  before  the  txnr.l   mu«i 
remain  hearings  between  parties  to  disputes   presented    to  the  board. 
The  production  of  evidence    In  such  hearings   inu-t    remain   largelv.   If 
not  entirely,  within   the  r<mtr»i  nf  the  parties.     The     • 
•otslde  persons    In   s    controversial    matter,    whether    .-  to   a 

court  or  to  a  board  of  arbitration.  Is  cnntrnrv  to  the  entire  spirit  ••< 
"due  process  of  law"  as  Interpreted  and  enforced  In  the  rniirt*  of  the 
'  States  It  n  respectfully  submitted  that  *uch  alt.  mpt.-.l  Inter- 

not   OnlV   be  Stopped   St    II  'iieet    SUC>| 

m  the  board  that  further  efforts  of  similar  Impropriety  will 
be   decisively    discouraged. 

Jewell   Makes  Statement 

From  the  office*  of  the  railway  employ  en'  department  of  the 
A.  P.  of  I.,  the  following  statement  by  B.  M.  Jewell,  president, 
wait  issued  after  the  hearing: 

The  refusal  of  labor  organisations  to  continue  In  the  hearing  I-  • 
l-abor  Board  this  afternoon  was  a  protest  against  a  long  con- 
tinued procedure  by  which  the  board  has  gradually  deprlv. 
ploye*   of   their    right    to   have    wages    fixed  as   "Just    and    reasonable" 
compensation.  In  accordance  with  the  law  and  natural  Justice. 

About    a  year  ago  the   board  violated  an   unbroken   line  of   ; 
dence  of  courts  and  arbitrators  and  allowed   testimony  of  the  nbilitv 

railroad  to  pay  wages  to  affect  the  fixing  of  a  fair  wage.     T- 
the  board   went  a  step  further  In  receiving  testimony  of  the  financial 

'    the    customer*    (shippers)    of   a    railroad    to   pay. 
«re»s  established  the  Ijibor  Board  to  fix  "Ju*t  and  reasonable" 
wages       The    board    ha*    no    authority    to    listen    to    evidence    and    to 
decisions  on  evidence  which  has  nothing  to  do  with  what  are 

reasonable"   w. 

The   decision*  of   the  board.   If  based  on  such   evidence     will   have 
little   value,  and   hearings  are  merely  a  waste  of  time  an.)    n>. 
the  carriers  and  their  employes. 


CURRENT  AMERICAN   SHIPBUILDING 
On  April  1,  1922.  American  shipyard!*  were  building  or  under 
ran    to   build    for   private   shipowner*    136    steel    vessel*   of 
•IS  groan   ton*,  compared   with    136   steel    vessel*  of   197.011 
grow  tons  on  March  1.  1922.    These  figure*  do  not  Include  govern- 
ment  shlp«  or  *hlpti  building  or  contracted   for   by   the   United 
State*  Shipping   Board. 


SHIP  SUBSIDY  HEARINGS 

The   Traffic   World    Washington   Bureau 

Doubt  as  to  whether  or  not  an  American  merchant  marine 
could  be  established  under  the  provisions  of  the  proposed  ship 
subsidy  bill,  with  all  the  direct  and  indirect  aid  provided  there- 
in, was  strengthened  by  a  declaration  by  Frank  C.  Munson,  presi- 
dent of  the  Munson  Steamship  Line  and  member  of  the  commit- 
tee representing  the  American  Steamship  Owners'  Association, 
before  the  ship  subsidy  committee,  that  the  subsidy  should  be 
twice  as  large  as  that  provided  for  in  the  bill. 

"In  the  hearings  of  this  joint  committee  some  facts  have 
not  been  sufficiently  brought  to  the  attention  of  you  distinguished 
representatives  of  the  people  of  the  United  States,"  said  Mr.  Mun- 
•  son,  who  then  set  forth  the  "facts"  as  follows: 

Values  of  Ships. — No  account  has  been  taken  in  the  consideration 
of  the  subsidy  of  the  difference  in  value  of  American  ships  as  com- 
pared with  foreign  ships.  The  reason  for  this  I  feel  has  Ix-en  the 
impression  that  the  board  would  sell  Its  ships  on  n  basis  of  the  market 
value  of  the  world,  but  in  figuring  this  way  the  fact  has  been  over- 
looked that  almost  all  American  owners  have  bouts  in  their  fleets 
which  are  on  a  higher  value  than  the  market  of  toda>. 

It  should  also  be  emphasised  to  you  that  It  costs  about  25  per 
cent  more  to  build  new  ships  In  American  yards  than  in  foreign  yards 
It  Is  estimated  that  American  owners  must  build  about  a  million  and 
a  half  gross  registered  tons  of  freight  and  passenger  ships  to  make 
a  well  balanced  fleet. 

A  difference  of  25  per  cent  In  the  value  of  American  ships  at 
MO  per  ton,  which  figure  is  as  low  as  the  cost  of  American  building 
has  ever  been,  would  be,  on  a  10,000-ton  ship,  $150,000.  and  Insurance. 
depreciation  and  Interest,  figured  at  15  per  cent,  would  mean  a  differ- 
in  running  expenses  against  the  American  ship  of  $22,500  per 
annum.', -r  ,.\.-r  twice  what  the  American  subsidy  would  pay  the  ship 
per  annum  as  proposed. 

I ,.  pr. -i-iaiion  I:,  fore  the  war  and  heavy  taxation  period  foreign 
owners  used  to  depreciate  th.-lr  goods  ships  In  good  years  to  u  greater 
degree  than  In  lean  years,  thereby  getting  the  vessels  down  to  a  lowei 
value  on  their  hooks,  for  the  majority  of  British  ships,  than  is  th. 
case  with  American  steamers.  A  difference  of  in  p.  i  ..nt  in  such 
values  would  mean  on  a  10.000-ahlp  $100.000.  or  a  handicap  against 
the  v  I  $l.r,,<«(0  a  year  on  this  Item  alone. 

Kigure*   lomp    •  shipowners'  association  go  to  show   that 

•  sat  ion    mentioned    in    this   proponed    bill    is    not    as 

much  a*  It  should  IH-  to  make  up  the  difference  in  wage  and  victualling 

British    ship   and    the    American    ship,    so    thai 

shipowners'  association  In  its  recommendations  Is  st  rough  urging  \,»i 
to  make  a  good  Increase  In  the  basis  of  compensation  as  being  vitaiu 

— mry   to  make  It   possible   for  the   American    Mag  to  stay   on    th. 
is  we  all  want  to  see  It  do. 

I  am  a  believer  in  the  fact  that  American  Industry  has  passed 
through  Its  lowest  period  of  depression  and  that  the  country  as  a 
whole  Is  on  the  way  to  belter  times.  Better  times  menus  great,  t 
employment,  and  in  many  Industries  we  will  see  the  gradual  re-em - 
pkornent  of  men  now  out  of  work.  And  with  the  gradual  increase  in 
employment  among  American  Industrie*.  American  ships  must  .  * 
so  far  as  wages  are  con.  be  kept  on  a  parity  if  we  m- 

keep  the  men  who  have  learned  to  nin  our  ships,  still  with  us  as  a 
part  of  the  upbuilding  of  o<  .n  merchant  marine. 

Yon    should    therefore   consider    that    this    wnge    ,|uestion    Is    to    be 
considered    not    onl>     from    It*   present-cost    standpoint,    but    with    th. 
probabilities  that  within  th.    next  year  or  so  we  may  sec  an  1m  i- 
In  wages  all  along  the  lln.  rtcan  ships.     Such  In,  mil 

probable  on  our  competing    Bag  vessels  ,„ \.,l    industrial 

.nous  are  not  going  to  come  back  as  rapidly  abroad  ax   they   do 

owning  nation   In   th.    w.nld     ijrcat 

Britain — allows  a  great  leeway  as  to  the  eru|,lo>  m.  nt  of  foreign  en 
which    means,    for   example.-   that    the    very    large    nun  itisb 

ships   trading   In    Kar    Ka*lern    trades   and    to   and    from    their   mother 

uplo>  ing   Chinese    and    1-ascar   crews   at   a   very    I 
saving  In  wages. 

This  one  Item  In  the  difference  In  wages  between  the  union  scale 

in    England   for   British   seamen,   and  Chinese,   has    recent h 

sen    compai  I    It    shows    that    on    u    British    vessel    of 

0   tons    deadweight    It    made    a    difference    on    a    n-cently    .sign, 
crew  of  practically  $500  a   month  less  wages,   and  $300  a  month   less 
cost  of  victualling.     And   that  one   item  of  $800  a  month,   or  $9.c< 
year.  Is  a  big  difference  In  cost  of  operation.     This  Is  more  than  the 
amount  the  same  slxe  American  ship  would  receive  under  the  prop 
subsidy  per  annum.  • 

These  figures  are  startling  and  they  have  not  be.  n  taken  Into  con- 
sideration In  the  comparisons  which  have  be.-n  made  before  thi- 
commlttee  |.\  the  Shipping  Board  or  any  of  the  previous  witnesses. 

They   serve,    however,    to   emphasize    the    need    for   subsidy,    which 
should  be  twice  as  large  as  that  provided  for  In  the  proposed 'bill. 
^^J>rlce  of  Vessel.-    The  n.  \t  point  which  1  desire  t,,  emphasize  is  the 
•sOT  for  the  Shipping    Board   being  empowered    to   place    the    price   on 
vessels  which   In   Its  lodgment  shall   !N>  a   fair  one   In  consideration   of 
irkets  of  the  world. 

It  will   In-   ncccsssry   to   give   suitable    allowance   for   the    American 

ships  built    h\    the   Shipping   Hoard    for  war  pin  poses  a.s   being  a    n 

to  operate  due   to  the   fact    th  ,  jority   of   them 

were  over-powered  In  design  so  that  they  could  h.  speeded  through 
the  submarine  zones  to  get  away  from  the  submarines.  This  bus 
made  them  an  uneconomic  nl  type  for  normal  trades.  I  .  thai  have 
more  loss  In  deadweight  for  a  given  size  of  hull  because  of  the '  larg.-i 
engines  and  boilers  nnd  liny  burn  more  fuel  These  are  two  v.-r  \ 
Important  features  which  I  believe  have  not  hitherto  lieen  consid. 

The  British  freighter  built  during  the   war  was  always  built   with 
due  regard  to  her  c,,i,,m..r,.|al  op.-i.-iti,,!,  :,ft, -,   th,.  war-  ami  their   vessels 
•e  not  over-powered.     The   American   40mi-tonn.  r.   built    by    the   Ship- 
ping   Board     burns,    for   example,    24    tons    of   coal    per   day.    wh. 
the  Norwegian.  Danish  or  British  ship  of  the  same  deadweight   I 
only  14  to  16  tons  per  day. 

The  hull  of  the   foreign   built  boat  Is  smaller       Her  gross  tonnage 
Is  less   and   consequently   .very   time    she   enters    and    leaves   port 
saves  In  port  charges,  as  well  ns  on  one  of  the  great  items  ,,r  op.  ration 

fll.-l. 

.'•-mpetitlon — American  1'nderwrlters. — Another  point  which  I 
think  should  be  strongly  brought  home  to  you  Is  the  vital  importance 

'•mpetltion  In  nil  field-  It  Is  the  life  of  trade,  without  which 
progress  Is  bound  to  h|>  slower. 

If  American    Insura,  -nle*   were    given    the   opportunity    to 

a  monopoly  of  th.  ,.f   all    \m.  rican   vessels   1    fear  that 

the    rate*    would    l>»     ruu.h    higher    for    American    insurance    than    thev 
would   lie  where   th.     \IM.I  ..in   underwriter    competes   with    Ih,     f, 
nnderwri! 

'••inversion    of    Ships.  — One    of    the    greatest    opportunities    of    Ihe 
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ShiiipiiiK  liorinl  lo  (lispo.se  of  some  of  its  less  efficient  steamers  Is 
going  to  lie  for  convention  pm  poses.  Tin-  Uiaixl  could  afford  to  give 
iiway  some  of  the  vessels  to  American  owners  who  would  agree  to 
convert  them  within  a  period  of  three  or  four  years  In  order  to  give 
that  much  mure  WDI  k  to  American  shipyards  and  repair  yards.  Those  in- 
ilustries  arc  in  a  serious  condition,  and  every  possible  effort  should 
be  made  to  inciciise  such  work  as  the  conversion  of  inefficient  ves- 
sels into  modern  and  thoroughly  efficient  ships  for  competition  in  the 
trade  of  the  world. 

The  prinicpal  point  I  wish  to  make  clear  here  is  that  If  the 
Shipping  Hoard  sells  200  or  300  ships  at  even  $5  per  ton,  it  will  have 
gotten  rid  of  a  great  many  ships  which  could  not  possibly  have  been 
sold  at  any  price  whatever,  and  It  will  have  given  work  to  the 
.\inericti n  shipyards  and  repair  yards,  and  it  will  also  have  been  an 
a  i  ntive  to  American  inventive  genius  to  produce  better  types  of 
Diesel  motors  and  propelling  machinery  which  will  put  the  American 
ship  in  a  position  to  readily  compete  with  the  increasing  number  of 
foreign  Diesel-motored  ships  being  turned  out. 

You  would  be  doing  a  far-sighted  service  to  the  American  mer- 
chant marine  it  you  appropriated  money  for  a  committee  of  engineers 
who  would  devote  their  time  to  the  advancement  and  development  of 
marine  propulsion,  and  towards  aiding  the  shipyards  and  shipowners 
In  their  development  in  every  way  possible.  This  committee  under 
the  Shipping  Hoard  would  be  of  great  practical  value  in  the  years  to 
come. 

It  is  important  that  funds  used  by  the  shipowners  for  the  con- 
version of  old  ships  or  inefficient  ships  into  efficient  vessels  by  putting 
in  new  types  of  propelling  machinery  shall  have  the  benefit  of  being 
exempt  from  the  payment  of  income  taxes  the  same  as  if  this  money 
was  used  for  investment  purposes  in  newly  built  tonnage  or  tonnage 
acquired  by  the  Shipping  Board. 

10  Per  Cent  Clause,  Page  24,  Paragraph  C. — The  shipping  business 
is  now  very  poor  and  many  owners  will  not  be  able  to  make  more 
than  3  per  cent  to  5  per  cent  on  their  investment,  at  best,  in  the  next 
two  or  three  years.  The  clause  in  the  bill  which  refers  to  the  pay- 
ment back  to  the  government  of  one-half  of  the  profits  in  excess  of 
10  per  cent  should  be  amended  to  average  same  over  a  period  of 
years  instead  of  for  a  single  year,  as  the  poor  earnings  periods  would 
then  be  equalized  by  averaging  the  whole  over  a  period  of  years. 

B.areboat  Charter. — The  chairman  of  the  Shipping  Board  in  his 
very  constructive  statement  before  your  committee  did  not  to  my 
mind  sufficiently  emphasize  the  need  for  the  furtherance  of  the  present 
bareboat  charter  system^ 

The  bareboat  charter  forces  onto  the  charterer  all  responsibility 
for  able  crew,  upkeep  of  ship  and  all  chances  for  profit  or  loss.  It  in 
fact  makes  the  operator  of  a  bareboat  chartered  ship  act  as  if  he 
was  its  owner,  and  I  believe  that  a  great  saving  can  be  effected  by 
the  Shipping  Board  if  it- will  reduce  its  bareboat  charter  rates  on  its 
freight  ships  so  as  to  enable  its  present  operators  of  ships  who  have 
vessels  allocated  to  them  to  operate  the  ships  without  the  present 
shipping  Board  inspection,  supervision  and  direction.  This  policy 
followed  would  mean  a  big  saving  of  Shipping  Board  expense  because 
of  its  ability  to  cut  down  overhead  and  its  agencies  throughout  the 
world.  And  it  will  increase  the  initiative  and  experience  of  present 
Shipping  Board  operators  more  than  any  other  means  that  I  know  of 

Subsidy  Effect  on  American  Industry.— It  is  my  firm  belief  that 
the  subsidy  bill  in  a  modified  form  as  to  increased  basis  of  compen- 
sation will  be  of  very  great  benefit  to  all  American  industry  and  to 
all  of  our  farmers  as  the  maintenance  of  American  ships  on  the  sea  will 
assure  fair  treatment  in  freight  rates  in  competition  with  foreigners 
as  nothing  else  can  assure  it. 

Trade  Routes.— Every  good  trade  route  should  be  maintained  for 
the  benefit  of  American  exporters  and  importers,  and  the  routes  from 
southeastern,  southern  and  western  ports  should  be  encouraged  and 
the  backing  of  local  capital  secured  in  all  possible  cases.  It  is  of 
course  most  desirable  that  the  Shipping  Board  should  sell  its  ships 
and  cease  its  active  ownership  of  vessels  as  speedily  as  possible  I 
am  and  always  have  been  a  great  believer  in  the  future  of  the  routes 
now  being  developed  and  to  be  developed  from  those  ports  which  have 
American  territory  which  can  be  developed  and  enriched  by  the  main- 
tenance of  steamship  lines  out  of  ports  nearest  to  them. 

Mr.  Munson  said  he  was  opposed  to  railroad  ownership  of 
vessels  in  the  foreign  trade,  adding  that  he  believed  such  owner- 
ship would  cost  the  American  shipper  more  in  the  long  run.  He 
said  if  the  railroads  operated  steamship  lines  they  would  hurt 
the  smaller  operators. 

W.  A.  Thompson,  Jr.,  vice-president  of  the  Texas  Company, 
asked  that  the  bill  be  amended  so  that  tanker  fleets  would  enjoy 
the  direct  aid  provided  by  the  bill.  He  said  if  the  tankers  were 
not  given  the  benefit  asked  for,  the  time  would  soon  come  when 
foreign  tankers  would  carry  cargoes  at  a  price  close  to  the  cost 
of  operation  of  the  American  tankers  and  that  American  oil 
companies  would  be  forced  to  any  new  tankers  under  foreign 
nags. 

Representative  Davis,  of  Tennessee,  has  called  on  the  ship 
owners  "to  give  full  and  definite  information  as  to  the  organi- 
zation, capitalization,  assets,  liabilities,  when  the  ships  were 
bought,  and  the  price  paid,  and  their  age,  and  at  what  they  were 
capitalized;  the  annual  profits  or  losses  to  the  company  th« 
dividends  paid,  the  amount  added  to  surplus,  the  bonds  paid, 
salaries  paid,  facts  with  regard  to  subsidiary  and  affiliated  con- 
nections, and  dividends,  etc.,  of  those  concerns." 

Winthrop  L.  Marvin,  vice-president  and  general  manager  of 
the  American  Steamship  Owners'  Association,  said  he  would 
submit  the  request  to  the  association.  He  denied  that  American 
steamship  companies  were  overcapitalized. 

W.  S.  Brown,  president  of  the  National  Marine  Engineers' 
Beneficial  Association,  and  John  H.  Pruett,  head  of  the  Mas- 
ters, Mates  and  Pilots  of  America,  appeared  before  the  ship 
subsidy  committee  in  support  of  the  proposed  legislation  as 
modified  by  the  Shipping  Board  to  meet  their  objections,  the 
board  having  agreed  to  withdraw  the  naval  reserve  section. 

Mr.  Brown  said  his  organization  had  for  years  been  op- 
posed to  the  granting  of  a  subsidy,  but  that  now  it  had  come 
to  the  conclusion  that  it  was  no  longer  wise  to  oppose  national 
aid,  which  he  said  was  needed  because  of  the  higher  costs  of 
operation  of  American  ships  as  compared  with  the  cost  of  op- 
eration of  ships  under  foreign  flags. 

Passage   of  the   bill,   he   said,   would   result   in   the   employ- 


ment of  thousands  of  idle  marine  engineers  and  tend  to  alleviate 
general  unemployment.  If  the  bill  does  not  pass,  he  said,  the 
unemployment  situation,  particularly  among  the  marine  work- 
ers, will  become  more  acute.  . 

Mr.  Pruett  said  the  bill  was  necessary  to  enable  American 
operators  to  meet  the  increased  cost  of  operation  and  that  its 
passage  would  save  the  fleet  built  in  the  war  period. 

Andrew  Furuseth,  head  of  the  International  Seamen's  Union 
of  America,  charged  before  the  joint  committee  that  the  advo- 
cates of  the  subsidy  bill  were  relying  on  their  showings  that  a 
subsidy  must  be  granted  to  meet  the  difference  in  wage  costs 
on  American  and  foreign  ships,  while  the  reduction  of  the  size 
of  American  crews  under  orders  of  the  Shipping  Board  had  re- 
sulted in  the  actual  monthly  wage  cost  of  seamen  on  a  British 
ship  being  54  per  cent  higher  than  on  an  American  Shipping 
Board  vessel  of  the  same  class  and  tonnage. 

"Don't  make  the  seamen  pack-mules  that  are  to  carry  the 
responsibility  for  the  burdens  that  the  bill  places  on  the  back 
of  the  taxpayer,"  said  Mr.  Furuseth. 

A  resolution  adopted  by  the  union  last  January,  opposing  a 
ship  subsidy,  was  read  into  the  record  by  the  witness.  He  said 
the  union  favored  "any  just  mail  subsidy"  on  the  ground  that  it 
was  compensation  for  service  performed  and  therefore  was  not 
a  subsidy. 

The  witness  said  there  was  very  little  that  was  new  in  the 
reasons  given  for  the  necessity  of  the  proposed  legislation. 

'It  is  contended  here  that  there  is  a  differential  in  the  cost 
of  subsistence,"  said  he.  "This  is  almost  amusing.  If  there  is 
any  difference,  it  is  microscopic." 

Where  there  is  a  differential  in  the  wage  cost,  he  asserted, 
it  is  due  to  non-enforcement  of  the  seaman's  act.  He  said  if  that 
act  were  enforced  there  would  be  no  need  for  the  subsidy  method 
of  aid  which  had  been  proved  ineffective. 

Mr.  Furuseth  suggested  that  instead  of  granting  the  subsidy 
it  would  be  better  to  have  a  drawing  for  the  distribution  of  the 
ships  owned  by  the  Shipping  Board.  That  would  save  the  gov- 
ernment a  great  deal  of  money  and,  moreover,  get  the  govern- 
ment out  of  the  ship-owning  business,  he  said. 

Mr.  Furuseth  said  American  seamen's  wages  had  been  de- 
flated "'more  violently  than  those  of  any  other  nation."  As  a 
result  of  wage  reductions,  he  said,  the  wages  of  American  sea- 
men are  now  much  lower  than  the  wages  of  Canadian  and  Aus- 
tralian seamen:  are  practically  on  a  level  with  British  wages,  and 
are  substantially  higher  than  the  wages  only  of  Japanese  among 
the  principal  maritime  nations. 

"The  only  real  advantage  in  wages  or  salaries  which  the 
British  ship  owner  now  enjoys  as  compared  with  the  American 
is  in  the  lower  salaries  paid  deck  and  engineer  officers,"  said  he. 

"The  present  policies  of  the  U.  S.  Shipping  Board  and  Ameri- 
can private  owners  as  regards  manning  and  wages  are  dangerous 
to  safety  of  life  and  vessels,  inimical  to  operating  efficiency,  and 
destructive  of  the  American  merchant  marine." 

Mr.  Furuseth  said  able  seamen  were  now  being  hired  for 
service  in  the  Atlantic  trade  at  rates  ranging  as  low  as  $25  a 
month  as  against  1920  rates  of  from  $85  to  $90  on  American  ships. 
The  present  rates,  he  said,  range  from  $47.50  to  $65,  but  that 
the  rate  actually  paid  in  the  Atlantic  was  $35. 

"The  seamen  are  the  real  source  of  sea  power  and  maritime 
supremacy,"  said  he.  "Every  great  maritime  nation  knows  this. 
It  is  the  seamen  who  are  responsible  for  the  efficient  navigation 
and  safe  conduct  of  the  vessel.  They  are  also  the  basis  of  naval 
power,  since  every  navy  must,  in  the  last  analysis,  be  recruited 
from  its  merchant  marine.  It  is  for  this  reason  that  the  British, 
who  have  had  centuries  of  experience  upon  the  sea,  and  who 
are  long-headed  enough  to  know  how  to  maintain  maritime  su- 
premacy, have  refused  to  cut  the  number  of  able  seamen  who 
man  their  vessels,  in  spite  of  the  great  temptation  of  greater 
immediate  profits  through  undermanning." 

The  witness  declared  that  no  American  who  could  find  em- 
ployment elsewhere  would  ship  on  American  vessels  under  pres- 
ent conditions,  and  that  the  places  will  be  filled  by  Orientals  and 
"the  scum  of  seamen  of  all  other  nations." 

"Thus  American  sea  power  is  doomed,  no  matter  what  arti- 
ficial stimulus  is  provided  in  the  way  of  subsidies,  unless  an 
immediate  change  is  made  in  the  policy  as  regards  wages  and 
manning  of  American  ships,"  said  he. 

Chairman  Greene,  of  the  House  committee  on  merchant 
marine  and  fisheries,  submitted  a  statement  from  James  M. 
Curley,  mayor  of  Boston,  favoring  the  subsidy  bill.  Mr.  Curley 
stressed  the  point  that  an  American  merchant  marine  is  neces- 
sary to  permit  the  United  States  to  dispose  of  its  surplus  prod- 
ucts and  thus  maintain  prosperity. 

"It  becomes  bluntly  plain,"  said  he,  "that  the  preventive 
remedy  for  our  industrial  ills  lies  in  obtaining  foreign  markets 
that  will  consume  our  domestic  surplus,  and  enable  us  to  keep 
the  wheels  of  industry  turning  fifty-two  weeks  in  the  year. 
The  ships  that  carry  the  trade  control  it.  The  nation  that  owns 
the  ships  is  the  master  of  the  markets  its  trade  goes  to."  , 

Mayor  Curley  said  the  policy  of  subsidies  benefited  the 
whole  country,  adding  that  that  policy  was  found  in  the  river 
and  harbor  appropriations,  road-building  appropriations  and 
other  appropriations  by  the  federal  government. 
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Vincente  Villamin,  director  of  the  Philippine-American 
Chamber  at  Commerce,  appeared  before  the  committee  in 
opposition  to  extension  of  the  coastwise  laws  of  the  United 
States  to  the  Philippines.  He  said  the  extension  of  those  laws 
to  the  islands  would  be  an  obstacle  to  the  granting  of  inde- 
pendence. 

Following  Mr.  Villamin.  cross-examination  of  Mr.  Furuseth 
was  begun.  In  reply  to  questions  by  Representative  Bankhead 
of  Alabama,  Mr.  Furuseth  stood  by  his  assertions  that  the  wage 
and  subsistence  differentials  in  the  cost  of  operation  of  Ameri- 
can and  British  ships  were  practically  negligible  so  far  as  the 
seamen  were  concerned.  He  charged  that  the  American  private 
operators  were  ignoring  the  language  test  provisions  of  the 
Seamen's  act;  that  the  operators  were  not  giving  preference 
to  American  seamen;  that  If  there  was  any  exception  it  was 
the  Standard  Oil  Company,  which  he  said  came  nearer  to  observ- 
ing the  regulations  under  the  law  than  any  other  private  opera- 
tor of  vessels. 

'•rally  speaking,"  Mr.  Furuseth  said,  "the  shipowners 
want  to  get  the  cheapest  men  they  can  get,  regardless  of  previous 
experience  or  the  language  test." 

Mis*  Alice  Lorraine  Daly,  of  Pi.  i  r>-.  *  IV.  candidate  of  the 
N"n  partisan  League  for  governor  in  North  Dakota,  asserted 
that  the  subsidy  bill  was  "a  gold  mine  for  the  shipping  inter- 
ests, while  Congress  had  handed  only  gold  bricks  to  the 
farmers." 

"I  can't  believe  that  this  committee  intends  to  endorse  this 
ship  subsidy  bill,"  said  she.  "because  even  a  woman  Is  immedi- 
atly  Impressed  with  the  unbusinesslike  quality  of  many  of  Its 
provisions." 

The  witness  criticised  the  bill  because  under  .it  vessels 
could  be  sold  by  the  Shipping  Board  without  advertisement. 
She  also  crlticlied  the  provision  under  which  loans  could  be 
made  at  the  rate  of  2  per  cent  interest,  because  farmers  had  to 
pay  6  per  cent  on  long  term  loans  and  as  high  as  10  per  cent  on 
short  term  loans. 

"The  fact  that  President  Howard  of  the  American  Farm 
Bureau  Federation  recommends  this  bill  Is  sufficient  proof  to 
the  discriminating  that  the  rank  and  die  of  farmers  are  strongly 
opposed  to  It.  since  a  large  majority  of  real  farmers  want  the 
government  to  hold  on  to  the  people's  ships.  Instead  of  prac- 
tically giving  them  away,"  said  she. 

Members  of  the  committee  continued  the  cross-examination 
of  Andrew  Furuseth.  He  offered  an  amendment  providing  that 
50  per  cent  of  the  crew  of  each  department  of  the  ship,  exclu- 
sive of  officers,  must  be  American  citiiens.  as  a  substitute  for 
the  Shipping  Board  proposal  that  two-thirds  of  the  deck  and  «-n 
gtne  crews.  Including  officers,  be  American  citizens.  He  be 
lleved  his  arrangement  would  be  better  for  the  American 
•fiamrn 

Mr.  Furuseth  said  that  as  a  matter  of  principle  be  was  not 
opposed  to  ship  subsidies. 


MARINE  INSURANCE  RATES 

Ttu   Trtfe   Wfli    H'ttkimglfm 

W.  J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, said  this  week  that  the  Joint  committee  representing  the 
Shipping  Board  and  marine  underwriters  had  agreed  that  Ship- 
ping Board  vessels  should  have  cargo  Insurance  rates  in  the 
trades  to  Syrian.  Greek.  Palestine  and  Levant  ports  the  same 
as  are  accorded  competing  vessels.  He  also  said  all  twin  screw 
passenger  boats  owned  by  the  board  had  been  accorded  ratings 
equivalent  to  those  given  the  best  vessels  In  foreign  lines.  The 
Joint  committee  was  selected  for  the  purpose  of  removing  dis- 
criminations against  Shipping  Board  vessels  In  the  matter  of 
Insurance  rates. 


nothing  might  n-inuiii  uncovered  that  should  be  known.  I  ordered 
you  summoned  to  appear  before  the  claims  commission  so  that  you 
might  there  recite,  regardless  of  what  written  record  you  had  left 
with  us,  everything  that  was  on  your  mind.  As  an  employe  of  the 
Emergency  Fleet  Corporation,  it  was  an  added  act  of  insubordination 
that  you  refused  to  appear.  No  organization  could  exist  that  would 
permit  such  conduct  on  the  part  of  an  employe,  regardless  of  his 
intentions. 

You  are  therefore  dismissed  from  the  service,  effective  at  once. 

OCEAN  CARRIER  UNIFORM  METHODS 

Tki   Traffic   World    Washington   Bureau 

"The  ocean  carriers  could  be  of  definite  service  to  themselves 
and  to  shippers  if  they  were  to  agree  upon  a  uniform  classifica- 
tion of  commodities,  establish  uniform  packing  requirements  for 
the  acceptance  of  goods  for  shipment,  and  publish  and  distribute 
widely  the  tariffs  of  liner  or  conference  rates,"  says  E.  S.  Gregg, 
chief  of  the  transportation  division  of  the  Department  of 
Commerce. 

"The  present  practice  of  supposed  secrecy  concerning  ocean 
rates  is  more  harmful  'than  beneficial  to  our  trade.  If  a  con- 
ference makes  a  change  in  its  rates,  that  change  is  known  the 
next  day  by  every  nonconference  line.  The  companies  in  the 
conference  must  quote  the  new  rates  to  freight  forwarders  and 
shippers,  who  are  also  in  touch  with  the  companies  not  belong- 
ing to  the  conference.  The  inland  shipper  wants  to  know  ap- 
proximately what  rates  are  In  force,  in  order  to  determine  the 
possibility  of  entering  a  foreign  field.  Sound  business  practice 
would  cause  him  to  get  the  rate  definitely  confirmed  before  clos- 
ing a  contract.  If  every  time  he  wants  to  make  an  estimate  he 
has  to,  go  to  the  trouble  of  getting  a  rate  by  mail  or  otherwise, 
the  result  too  frequently  is  that  he  does  not  make  the  estimate. 

"The  requests  received  by  this  bureau  prove  that  such  in- 
formation is  in  demand.  It  is  suggested  that  the  steamship 
companies  could  get  a  vast  amount  of  good  will  and  could  stimu- 
late trade  If  they  were  to  adopt  and  make  public  uniform 
methods  of  classifying  goods  and  uniform  requirements  for  pack- 
Ing,  and  If  approximate  rates  to  the  main  competitive  markets 
on  the  principal  commodities  were  to  be  published  and  dis- 
tributed widely.  Such  a  procedure  would  be  constructive  and 
helpful  advertising  of  the  first  rank." 


LASKER    DISCHARGES    DODGE  £j! 

Tin   Trtfe   WtrU    WtiMmglo*   Bureau 

Chairman    Lasker   of    the    Shipping    Board    has   discharged 

•  i  K.  Dodge,  the  traveling  auditor  for  the  Emergency  Flee' 
Corporation,  who  charged  Irregularities  In  the  settlement  of 
war  contract  cases  Notice  of  dismissal  was  sent  Mr.  Dodge 
after  he  had  refused  to  appear  as  a  witness  before  the  claims 
commission.  In  a  letter  to  Secretary  Brown  of  the  claims  com- 
mission, Mr.  Dodge  acknowledged  receipt  of  the  notice  to  ap- 
pear. bat  said,  as  he  had  submitted  reports  covering  what  he 
knew,  he  could  not  see  that  any  useful  purpose  would  be  served 
by  appearing  as  a  witness. 

"This  would  require  the  changing  of  other  previously  made 
arrangements."  he  added. 

Chairman    Lasker's    letter   dismissing    Mr.    Dodge    follows: 


MAY  SUE  FLEET  CORPORATION 

Tkc   Traffic    World    ll'a.thinglon   Bureau 

The  Supreme  Court  of  the  United  States  this  week  ruled 
that  the  I'nited  States  Shipping  Board  Emergency  Fli-ri  Corpo- 
ration may  be  sued  In  the  federal  and  state  court  without  its 
consent  In  disposing  of  No.  308.  Sloan  Shipyards  Corporation 
et  al.  vs.  Kmergenry  Fleet  Corporation  et  al..  and  No.  376, 
Astoria  Marine  Iron  Works  vs.  Kmergenry  Fleet  Corporation 
et  al.  Chief  Justice  Taft  and  Associate  Justices  Van  Devanter 
.•ml  dark  dissented. 

William  Marshall  Bullltt,  special  counsel  for  the  Shipping 
Board,  who  argued  the  case  for  the  Fleet  Corporation,  contended 
that  the  corporation  was  not  suable. 

The  court  held  that  th<  Fl.,.t  Corporation  as  originally  or- 
ganized under  the  1916  shipping  act  was  suable. 

Mr.  Bullltt  said  the  opinion  was  by  no  means  clear  that  the 
Fleet  Corporation  was  now  generally  suable  for  all  Its  acts  Just 
as  any  private  corporation  might  be  suable. 

"Indeed."  said  he.  "there  Is  good  reason  to  believe  that  HIP 
opinion  means  that  while  the  Fleet  Corporation  may  be  suable, 
yet  It  might  be  a  good  defense  to  show  that  what  It  did  was 
done  as  the  agent  of  the  President. 

"The  true  meaning  of  the  majority  opinion  will  probably  not 
be  determined  until  some  case  Is  finally  decided  on  Its  moi 

"The  question  Is  left  wholly  undecided  as  to  what  rights  a 
claimant  has  In  a  case  where  It  Is  shown  that  the  acts  of  the 
Fleet  Corporation  were  clearly  within  the  powers  granted  It 
•ster  the  war-time  legislation,  such  as  canceling  and  modifying 
of  contracts  and  the  commandeering  of  property  and  contracts. 
It  will  take  further  litigation  to  get  this  situation  clearly  de- 
fined." 


"ffort!I   ln  have   you   come  before   me  and   aiwoolateii 
ipping  Hoard   have  met   with   Inaction  on  your  part.     Whit- 
O  from  the  pay-roll  of  the  Kn  '  'orporntlon.  you 

•till   nn   empntve  of  »am«v 

rtixpeniilon  wim  due  to  the   fart   thai.  In  rontr.-iv.-ntlon  of  all 

•   and  to  the  detriment  of  moral.     ln«ten<l   of  making 

Itempt   to  reach   me  „,   the   head   of  the   Shipping   Hoard. 

M  iTr<?  W'r'  f"rt*  whlrn-  ln  "  "f  the  government. 

WaMdlwIoflr.  ymi   mw  fit   to  pal  .,Kh   the   prem.   make 

•VIM.     Wen  then.  hi  the  lnt-r*«t  of  the  government.   In  order  that 


THROUGH  OCEAN  BILL  OF  LADING 

The   Traffic   World    Washington   Bureau 

The  Kngllsh  House  of  Lords,  March  18,  according  to  the  De- 
partment of  Commerce,  through  Its  Judiciary  division,  composed 
of  Ix>rds  Buckmaster,  Atkinson,  Sumner.  Wrenbury.  and  Car- 
son, dismissed  the  appeal  In  Hansson  vs.  Hamel  ft  Horley  (Ltd.), 
in  which  the  question  at  Issue  was  as  to  whether  documents 
tendered  by  Hansson  to  Hamel  constituted  a  through  ocean  bill 
of  lading,  within  the  meaning  of  a  C.  I.  F.  contract  calling  for 
the  shipment  of  600  tons  of  cod  guano  from  Braatvag.  Sweden, 
to  Yokohama.  Dismissal  of  the  appeal  settles  the  law  on  that 
subject  so  far  as  the  Hritish  empire  Is  concerned,  because  the 
House  of  Lords  Is  the  supreme  judicial  power  in  that  realm. 
The  documents  are  held  not  to  constitute  a  through  bill  of 
lading. 

There  was  no  direct  steamship  service  from  Braatvag  to 
Yokahotna.  Hansson  shipped  from  that  point  to  Hamburg  on 
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a  bill  of  lading  issued  April  22,  1921,  calling  for  delivery  of 
the  guano  at  Hamburg  for  transshipment  via  the  Atlas  Maru, 
from  Hamburg  to  Yokohama. 

When  the  documents  arrived  in  London,  Hamal  &  Horley 
refused  to  honor  the  drafts  attached  on  the  ground  that  the 
documents  attached  did  not  constitute  through  bill  of  lading  on 
the  shipment  from  point  of  origin  to  destination.  Hansson  sued. 
The  lower  court,  through  Justice  Bailhache,  held  the  documents 
constituted  a  through  bill  of  lading.  The  court  of  appeals  re- 
\rrsed  that  and  Hansson  took  an  appeal  to  the  House  of  Lords, 
with  the  result  before  noted. '  There  was  no  dispute  about  the 
facts. 

After  arrival  of  the  guano  at  Hamburg,  the  agent  of  the 
Atlas  Maru  at  Hamburg  undertook  to  issue  through  bills  of  lad- 
ing of  the  goods  as  soon  as  they  came  into  his  possession,  and 
he  did  issue  bills  of  lading,  bearing  date  May  5,  which  the 
appellant  tendered  to  the  respondents  on  May  12.  The  form  of 
these  bills  of  lading  was  as  follows:  The  document  was  headed 
"Through  bill  of  lading,"  and  it  contained  in  the  margin  these 
-statements:  "From  Braatvag,  according  to  bill  of  lading  on  the 
-Jd  April,  1920,"  and  it  began  thus,  "Shipped  in  apparent  good 
order  and  condition  by  Messrs.  Hamel  &  Horley  (Ltd.)  on  board 
the  steamship  Kiev,  lying  in  or  off  the  port  of  Braatvag.  and 
bound  to  Hamburg  for  transshipment  into  the  Osaka  Shosen 
Kaisha's  steamship  Atlas  Maru  »  *  *  1,500  bags  oorl  guano 

*  *     *     to  be  delivered     *     *     *     at  the  port  of  Yokahama 

*  *      *     unto   order." 

Lord  Sumner,  in  giving  judgment,  said  that  the  only  ques- 
tion argued  on  the  appeal  was  whether  the  respondents  were 
right  in  refusing  to  take  up  and  pay  for  certain  shipping  docu- 
ments tendered  to  them  on  the  appellant's  behalf  by  his  bankers 
in  London.  The  bill  of  lading  was  itself  dated  after  the  con- 
tract time  of  shipment  (March-April),  but  it  stated  in  the  mar- 
gin, and  truly  so,  that  according  to  a  bill  of  lading  (namely,  the 
local  one)  shipment  at  Braatvag  was  within  the  contract  time. 
It  stated  further,  that  the  goods  when  shipped  in  the  Kiev  were 
in  apparent  good  order  and  condition,  but  it  was  silent  as  to 
their  condition  at  Hamburg.  There  was  no  express  statement 
that  any  goods  had  been  shipped  in  the  Atlas  Maru  at  all,  or, 
if  so,  in  what  order  and  condition  they  were  when  shipped,  and 
it  was  reasonably  plain  that  the  Kiev  did  not  belong  to  the 
Japanese  owners  of  the  Atlas  Maru.  The  question  was  whether 
this  ocean  bill  of  lading  was  a  good  tender  under  the  contract 
of  sale  and  whether  the  respondents  were  bound  to  take  it  up 
and  pay  for  the  consignment. 

A  C.  F.  and -I.  seller,  as  had  often  been  pointed  out,  had  to 
cover  the  buyer  by  procuring  and  tendering  documents  which 
would  be  available  for  his  protection  from  shipment  to  destina- 
tion, and  he  thought  that  this  ocean  bill  of  lading  afforded  the 
buyer  no  protection  in  the  interval  of  13  days  which  elapsed 
between  the  dates  of  the  two  bills  of  lading  and  presumably  be- 
tween the  departure  from  Braatvag  and  the  arrival  at  Ham- 
burg. With  all  deference  to  the  very  weighty  opinion  of  Mr. 
Justice  Bailhache  to  the  contrary,  the  initial  words  in  the  bill 
of  lading  were  mere  words  of  recital;  but  even  if  they  were 
what  the  appellant  contended  that  they  were.  Lord  Sumner 
thought  it  was  clear  that  they  did  not  make  the  ocean  bill  of 
lading  a  good  tender  in  this  case.  The  bill  of  lading  by  the 
Kiev  was  originally  a  contract  with  the  appellant  himself,  and 
never  was,  nor  in  any  normal  course  of  business  ever  would  be, 
tendered  to  the  respondents.  As  there  were  not,  he  supposed, 
to  be  two  contracts  for  carriage  as  far  as  Hamburg,  this  was 
strong  to  show  that  the  appellant  never  intended  the  ocean  bill 
of  lading  to  be  a  contract  of  carriage  from  Braatvag  to  Ham- 
burg. When  documents  were  to  be  taken  up  the  buyer  was 
entitled  to  documents  which  substantially  conferred  protective 
rights  throughout.  These  documents  had  to  be  handled  by 
banks,  they  had  to  be  taken  up  or  rejected  promptly  and  with- 
out any  opportunity  for  prolonged  inquiry,  they  had  to  be  such 
as  could  be  retendered  to  subpurchasers,  and  it  was  essential  thai 
they  should  so  conform  to  the  accustomed  shipping  documents 
as  to  be  reasonably  and  readily  fit  to  pass  current  in  commerce. 
He  was  quite  sure  that,  in  the  circumstances  of  this  case,  this 
ocean  bill  of  lading  did  not  satisfy  those  conditions.  It  bore 
notice  of  its  insufficiency  and  ambiguity  on  its  face,  for,  though 
called  a  through  bill  of  lading,  it  was  not  really  so.  It  was  the 
contract  of  the  subsequent  carrier  only,  without  any  comple- 
mentary promises  to  bind  the  prior  carriers  in  the  through 
transit. 


M.   B.  CLAUSSEN    RESIGNS 

W.  J.  Love,  vice-president  of  the  Shipping  Board  Emergency 
Fleet  Corporation,  has  announced  the  resignation  of  M.  B.  Claus- 
sen,  former  advertising  manager.  Mr.  Claussen  was  -selected 
March  13  by  the  Shipping  Board,  after  being  relieved  of  his 
duties  as  advertising  manager,  on  account  of  ill  health,  to  be 
sent  to  the  various  ports  on  the  Pacific  coast  and  in  the  Orient, 
with  the  view  to  reporting  conditions  there  with  respect  to  the 
trans-Pacific  passenger  services  of  the  Emergency  Fleet  Cor- 
poration. In  announcing  Mr.  Claussen's  resignation,  Mr.  Love 
said:  "The  situation  had  so  changed  that  the  work  planned  for 
Mr.  Claussen  became  unnecessary  and  he  therefore  tendered 
his  resignation,  which  has  been  accepted." 
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PORT   DIFFERENTIAL   FIGHT 

Tht  Traffic   World    Washington   Bureau 

A  wide  extension  of  the  port  differential  fight  begun  by  the 
Maritime  Association  of  the  Boston  Chamber  of  Commerce  in 
formal  docket  No.  13548,  has  been  brought  about  by  two  com- 
plaints prepared  by  Wilbur  LaRoe,  Jr.,  for  the  same  association, 
the  Associated  Industries  of  Massachusetts,  and  the  chambers 
of  commerce  of  Fall  River,  New  Bedford,  New  London,  Port- 
land and  Providence,  and  submitted  to  the  Commission  for  filing 
just  before  the  end  of  April.  In  one  of  the  two  complaints 
the  Massachusetts  ports  mentioned  ask  for  rates  from  a  large 
part  of  Central  Freight  Association  territory  no  higher  than 
the  rates  from  the  territory  involved  than  those  to  Newport 
News,  Norfolk,  Wilmington,  Charleston,  Savannah,  Jacksonville, 
Mobile,  Pensacola  or  New  Orleans.  In  the  other  they  ask  for 
rates  no  higher  than  those  made  to  Montreal,  St.  John  and 
Halifax. 

In  a  broad  way  of  speaking  the  three  complaints,  all  insti- 
gated by  the  Boston  maritime  interests,  call  into  question  the 
port  differentials  and  the  equalization  of  the  southern  ports, 
from  a  large  part  of  Central  Freight  Association  territory,  by 
the  southern  lines.  They  raise  the  question  whether,  if  Balti- 
more is  entitled  because  of  advantage  in  distance  to  an  adjust- 
ment of  three  cents  under  New  York  and  one  cent  under  Phila- 
delphia, while  the  latter  is  two  cents  under  New  York,  the 
New  England  ports  should  not  have  the  benefit  of  distance  in 
the  adjustment  of  rates  to  the  ports  north  of  them  and  south 
of  Baltimore. 

In  regard  to  the  Canadian  norls.  and  the  south  Atlantic 
and  Gulf  ports,  the  material  allegations  are  that  the  adjust- 
ments are  in  violation  of  the  first  and  third  sections.  Montreal, 
for  a  long  time,  has  been  on  the  Philadelphia  basis,  that  is, 
two  cents  under  New  York  and  Boston.  Last  year  Montreal 
exported  126,000,000  bushels  of  grain,  while  Boston  sent  out 
only  4,000,000.  The  Commission  has  no  direct  control  over  the 
rates  to  and  from  the  Canadian  ports.  It  can,  however,  indi- 
rectly exercise  a  great  influence  over  the  rates  to  and  from 
the  Canadian  ports  because  many  of  them  are  joint  between 
American  and  Canadian  lines.  It  could  forbid  the  American 
lines  to  be  parties  to  joint  rates  lower  than  rates  to  the  Ameri- 
can ports.  It  could  possibly  order  rates  to  the  American  line, 
which,  when  added  to  the  locals  of  the  Canadian  lines  beyond, 
would  be  the  same  as  the  rates  to  the  American  ports.  The 
only  difficulty  with  rates  made  in  that  way  would  be  the  power 
of  the  Canadian  lines,  with  the  assent  of  the  Canadian  com- 
missioners to  lower  the  Canadian  components  on  such  short 
notice  that  the  American  factors  could  not  be  brought  up  in 
time  to  make  the  combination  equal  the  rate  to  the  American 
ports. 

Equalization  of  the  south  Atlantic  and  Gulf  ports  with  New 
York  and  Boston  'from  Central  Freight  Association  territory 
took  plafp  during  fo'io'-ai  "nntrnl  Prior  to  the  government's 
taking  over  the  railroads,  the  Southern  equalized  New  York 
and  New  Orleans,  against  the  protest  of  the  eastern  trunk  lines. 
The  latter  claimed  the  making  of  rates  from  Cleveland,  for 
instance,  for  export  via  New  Orleans,  over  routes  through  Co- 
lumbus and  Cleveland,  caused  them  to  violate  the  long-and- 
short-haul  part  of  the  fourth  section  because  the  rate  from 
Cleveland  would  be  lower  than  the  one  from  either  Columbus 
or  Cincinnati. 

The  Commission  dismissed  their  objections  as  not  sound 
because,  it  pointed  out  to  them,  they  were  receiving  their  full 
locals  to  the  Ohio  River  and  that  the  Southern,  in  shrinking 
its  rates  from  the  Ohio  so  as  to  make  the  combination  no  higher 
than  the  rate  from  Cleveland  to  New  York,  was  not  violating 
the  fourth  section  as  to  traffic  originating  on  its  rails  and  des- 
tined to  New  Orleans. 

The  eastern  trunk  lines  talked  of  objecting  to  the  equalization 
ordered  during  federal  control.  President  Willard,  of  the  Balti- 
more &  Ohio,  was  reported  as  having  been  designated  by  the 
trunk  lines  to  fight  the  equalization  scheme.  Nothing,  however, 
came  of  the  supposed  revival  of  the  hostility  shown  when  the 
Southern  did  some  equalizing  on  its  own '  responsibility  without 
asking  any  southern  carrier  to  join  with  it. 

One  reason  for  the  disappearance  of  opposition,  it  has  been 
suggested,  was  the  fact  that  steamship  service  from  the  south- 
ern ports  generally  is  not  as  frequent  as  from  New  York  and 
that,  in  the  final  analysis,  the  dispatch  of  some  freight  through 
the  southern  ports  has  not  been  large  enough  to  appreciably 
affect  the  revenues  of  the  trunk  lines. 


HUSTLING  TO   STOP   FLOOD 

The  Illinois  Central  Railroad  recently  handled  a  trainload 
of  levee  bags  to  be  used  in  protecting  the  banks  of  the  Missis- 
sippi River  at  Greenville,  Miss.,  against  the  rise  of  the  river. 
The  railroad,  knowing  the  need  for  these  bags  on  account  of 
past  experience  with  high  water  troubles,  ran  the  train  special 
from  its  eastern  connection  at  Kankakee,  Illinois,  to  Greenville, 
Miss.,  a  distance  of  623  miles,  in  the  record  time  of  twenty- 
nine  hours. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

Dif«ti  taken  from  Reporter*  nod  Difeati   of  National   Reporter 

BjHUiii,  published  by  Weat  Publiahing  Co.,  St   Paul.  Mian. 

Copyricht  by  Weat  Publiihin*  Co  i 


LOSS  OR   INJURY  TO  GOODS 

Receipt  of  Goods  for  Shipment  and  Failure  to  Deliver  Carry 
Question  of  Liability  to  Jury: 

-  ipreme  Court  of  North  Carolina.)  An  admitted  receipt  of 
a  package  by  an  express  company  for  shipment,  and  failure  to  de- 
liver the  package,  Is  of  itself  sufficient  to  constitute  a  prima  facie 
-•>.  carrying  the  question  of  the  liability  of  the  carrier  to  the 
jury.— Morris  et  al.  vs.  American  Ry.  Express  Co.,  110  S.  K. 
Rep.  855. 

Liability  for  Loss  of  Money  Package  Excused  Only  if  a  Failure  to 
Declare  It  Was  Actual  or  Constructive  Fraud: 
An  express  company  can  avoid  liability  for  failure  to  deliver 
a  package  containing  money  received  by  It  for  shipment  on 
ground   that   the  shipper  did  not  Inform  the  carrier  there  wa« 
mom  >  in  the  package  only  if  the  failure  to  give  such  information 
amounted  to  actual  or  constructive  fraud.— Ibid. 
Evidence   Held   Not  to   Show   Failure  to   DitcUse   Package  Con- 
tained Money  Was  Fraudulent: 

Testimony  that,  when  the  shipper  delivered  a  package  con- 
taining $150  In  money  to  a  railroad  agent  to  be  delivered  to  the 
express  company's  agent,  he  stated  that  It  contained  "change" 
valued  at  $150.  but  that  the  railroad  agent,  on  delivering  It  to 
'he  exprens  agent,  stated  that  it  contained  "automobile  chains" 
valued  at  $150,  does  not  show  fraudulent  concealment  by  '!'•• 
shipper  of  the  contents  of  the  package:  the  rate  being  the  same 
for  that  valuation  whether  It  was  merchandise  or  money,  mil  'he 
package  being  manifestly  too  small  to  contain  automobile  chnlns 
of  the  stated  value.— Ibid. 
Exceptions  to  Liability  for  Loss  Stated: 

A  common  carrier  Is  an  Insurer  against  the  loss  of  goods  re- 
•r  -!ii|.nient.  except  by  act  of  God  or  the  public  enemy. 
•  x  or  defects  Inherent  In  the  nature  of  the  goods,  or  the  negli- 
gent default  of  the  shipper  or  his  agents.  -Ibid1 
Excepted  Causes  of  Loss  for  Which  Carrier  Not  Liable  Must  Be 
Proximate  Cause: 

To  avoid  liability  for  failure  to  deliver  *oods.  a  common 
Her  must  show  that  one  of  the  causes  of  loss  for  which  It  was 
not  liable  was  the  proximate  cause  of  the  loss  of  the  goods,  so 
that  prayers  of  the  carrier  on  that  Issue  which  required  no  find- 
ing as  to  proximate  cause  were  properly  refused.     Ibid. 
Motion  Because  Defendant  Not  Prepared  to  Meet  Issue  Held  Ad 
dressed   to  Court's   Discretion: 

( Supreme  Court  of  South  Carolina.)  In  a  passenger's  action 
for  the  loss  of  her  trunk  and  contents,  a  motion  for  a  con- 
tinuance after  Introduction  of  testimony,  because  defendant  was 
not  prepared  to  meet  testimony  raising  the  Issue  of  an  Intrastate 
transaction,  was  within  the  discretion  of  the  presiding  Judge,  and 
Its  refusal  was  not  an  abuse  of  discretion.— Herndon  vs.  South- 
ern Ry.  Co,  111  S,  K.  Rep.  13. 

Journey  Decided  on  After  Reaching  Destination  of  Interstate 
Trip  Held  Intrastate,  and  Not  Controlled  by  Interstate  Limi- 
tation as  to  Loss  of  Baggage: 

Where  an  Interstate  passenger,  after  reaching  her  destina- 
tion, decided,  because  of  the  failure  of  a  friend  to  meet  her.  to 
go  to  another  place  within  the  state,  and  rerhecked  her  trunk 
without  physical  delivery,  such  Journey  was  Intrastate,  and  not 
controlled  by  the  Interstate  limitation  of  liability  as  to  loss  of 
baggage.— Ibid. 

Where  Evidence  Supporting  Recovery  Was  Uncontradicted,  Ver- 
dict Properly  Directed: 

In  a  passenger'x  action  for  the  loss  of  her  trunk  and  con- 
tents, where  her  evidence  showed  that  the  Journey  was  an 
Intraxtate  one.  and  defendant  offered  no  evidence  on  that  point, 
a  verdict  was  properly  directed  Ibid. 

Whether  Amount  of  Aluminum  Scrap  Stated  in  Bill  of  Lading 
as  Delivered  to  Carrier  Was  In  Fact  Delivered  Held  for 
Jury: 

(Kansas  City  Court  of  Appeals.  Missouri.)  Whether  the 
amount  of  aluminum  scrap  stated  In  a  bill  of  lading  to  have 
been  delivered  to  a  carrier  was  In  fact  delivered  to  It  held  for 
the  jury.— Sonken-Galamba  Iron  £  Metal  Co.  vs.  Mines,  TMrector- 

neral  of  Railroads.  288  8.  W.  R' 

Director-General,    by    Filing    Answer    and    Motions.    Entered    His 

General  Appearance,  Curing  Want  of  Service  of  Process: 

The    In  .  ral    of    Railroads    could    not    complain    on 

appeal  that  there  was  no  service  on  him  as  operator  of  certain 

railroad,  where  he  had  filed  an  answer,  had  made  a  motion  tn 

elect,  had   given   notice  to  take  a  deposition,  and.  after  verdict 

.<n.l    judgment    wad    entered    against    him    as    operator   of   such 

railroad,  bad  filed  a  motion  for  a  new  trial  and  an  application 


for  an  appeal,  since  by  filing  such  answer  and  motions  he  en- 
tered his  general  appearance. — Ibid. 
Cause  Tried  June  29,  1920,  Held  Within  the  Jurisdiction  of  the 

District  Court  of  Jim  Wells  County: 

(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)  Cause  tried 
June  29,  1920,  held  within  the  jurisdiction  of  the  district  court 
of  Jim  Wells  county  as  against  contention  that  act  of  Thirty- 
seventh  Legislature,  changing  the  terms  of  the  courts  of  dif- 
ferent counties,  was  unconstitutional  in  that  it  deprived  Duval 
county  of  two  terms  for  the  first  year,  since  the  court  of  Jim 
Wells  county  on  June  29,  1920,  was  authorized  to  try  the  cause 
under  either  the  old  or  the  new  law. — Texas  Mexican  Ry.  Co. 
vs.  Driscoll  et  al.,  238  S.  W.  Rep.  346. 
Evidence  Held  to  Prove  Negligence  in  Confusing  a  Shipper's 

Cars  with  Those  of  Another: 

Evidence  held  to  sustain  finding  that  carrier  was  negligent 
in    confusing   a   shipper's    cars    with    cars   of   another   shipper 
containing  cattle  of  an  inferior  grade. — Ibid. 
Reasonable  Time  for  Delivery  from  Which  Time  to  Make  Claim 

Is   Determined   Held  to   Be  Question   of  Fact,   Determined  by 

Circumstances: 

(Supreme  Court,  Appellate  Term,  First  Department.)  What 
is  a  reasonable  time  to  make  delivery,  from  which  time  to  make 
claim  is  determined  in  accordance  with  an  express  receipt,  is 
necessarily  one  of  fact,  and  must  be  determined  in  each  case 
by  the  surrounding  circumstances.— Herring  Bros.,  Inc.,  vs. 
American  Ry.  Express  Co.,  Inc.,  192  N.  Y.  S.  871. 
Evidence  Held  Insufficient  to  Sustain  Finding  that  Shipper  Made 

Claim  for  Lost  Goods  Within  Four  Months  After  Reasonable 

Tirrte  for  Delivery: 

In  action  against  carrier  for  value  of  shipment  not  deliv- 
ered, where  receipt  provided  that  claims  for  loss  be  made  within 
4  months  after  a  reasonable  time  for  delivery  had  elapsed,  evi- 
dence held  Insufficient  to  sustain  a  finding  that  shipper,  who 
made  claim  4  months  and  18  days  after  shipment,  made  the 
claim  within  4  months  after  a  reasonable  time  for  delivery  had 
elapsed.— Ibid. 

DELAY    IN   TRANSPORTATION    OR    DELIVERY 
Only  Acts  of  God  or  Public  Enemies,  Inherent  Defects  or  Fault 

of  Ship   Excuses  Failure  to  Transport  Safely;    Carriers  Not 

Insurers  of   Promptness  of  Shipment: 

(Supreme  Judicial  Court  of  Maine.)  Nothing  will  excuse  the 
failure  of  a  carrier  to  transport  merchandise  safely,  except  the 
act  of  God  or  public  enemies,  inherent  defects  in  the  merchan- 
dise, or  fault  of  the  shipper,  but  a  carrier  is  not  an  Insurer  of 
prompt  transportation,  its  duty  being  only  that  of  reasonable 
diligence.— Warren  et  al.  vs.  Portland  Terminal  Co.,  116  A.  Rep. 
ill 
Not  Liable  for  Delay  Caused  by  Strikes  of  Employes: 

Though  a  master  Is  charged  with  responsibility  for  the  acts 
of  its  employes  within  the  scope  of  their  employment,  a  carrier 
was  not  liable  for  delay  in  shipment  of  goods  caused  by  a  strike 
of  Its  employes,  who  refused  to  work,  where  it  exercised  rea- 
sonable diligence  to  avert  the  strike  and  save  Its  patrons  from 
losses,  a  servant  no  longer  being  an  employe  when  he  strikes. — 
Ibid. 
Diligence  Required  of  Carrier  as  to  Prompt  Unloading  of  Cargo 

from  Ship  and  Transporting  the  Same  Stated: 

A  terminal  company  which  owned  and  operated  wharves 
and  a  line  of  railroad,  and  filed  with  the  Public  Utilities  Com- 
mission a  rate  for  discharging  coal  from  ships,  was  bound  to 
discharge  a  cargo  of  coal  tendered  and  to  transport  It  on  its 
railroad  within  a  reasonable  time,  but.  where  there  was  a  strike 
of  its  employes,  It  was  not  necessarily  bound  to  discharge  the 
coal  In  a  time  which  would  have  been  reasonable  under  normal 
conditions,  though  It  was  obliged  to  use  reasonable  diligence  to 
prevent  the  occurrence  of  the  strike  and  to  minimize  its  inherent 
nces.  and  to  Inform  charterer  of  ship  which  was  re- 
•pBOfelble  for  demurrage  of  the  fact  of  the  strike,  and  to  keep 
It  Informed  In  relation  to  It,  so  as  to  give  it  a  reasonable  op- 
portunity to  protect  Itself. — Ibid. 

Terminal  Carrier  Held  to  Have  Exercised   Reasonable  Diligence 

in  Discharging  Cargo  of  Coal  Where  Strike  of  Longshoremen 

Caused  Delay: 

Where  a  terminal  carrier  which  owned  and  operated  wharves 
and  a  connecting  line  of  railroad,  by  reason  of  a  strike,  of  long- 
shoremen, failed  from  August  27  to  September  10  to  discharge 
a  cargo  of  coal  tendered  It,  but  had  endeavored  to  the  best  of 
Its  ability  to  continue  operation  of  Its  facilities  by  trying  to 
come  to  terms  with  the  strikers,  and  by  employment  of  strike 
breakers,  and  by  doing  all  In  Its  power  to  procure  an  oppor- 
tunity to  discharge  the  vessel  at  some  other  dock,  It  was  held 
that  It  exercised  reasonable  diligence,  and  discharged  the  ship 
In  a  reasonable  time  In  view  of  the  unusual  conditions. —  Ibid. 
Indorsement  on  Bill  of  Lading  Held  Not  Equivalent  to  a  Receipt 

of  Cargo  for  Transportation: 

Act  of  terminal  company's  agent  In  accepting  report  of  cap- 
tain of  ship  and  Indorsing  his  bill  of  lading,  which  Indorsement 
signified  that  "defendant  (terminal  company)  accepted  Its  obli- 
gation as  a  public  service  corporation  as  aforesaid  to  notify 
the  captain  to  dock  his  vessel  (In  Its  turn)  and  to  discharge  said 
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vessel,"   was   not    equivalent   to  a  receipt    of  the  coal  for  trans- 
portation, but  was  merely  the  acknowledgment  of  a  tender,  and 
not   tantamount  to  a  receipt  of  the  cargo. — Ibid. 
Terminal     Carrier     Held     Not    Required    to    Re-employ    Employe 
Properly  Discharged  to  End  Strike  of  Longshoremen  Causing 
Delay  in   Discharging  Coal  from  a  Ship: 
It  cannot  be  said  that  a  terminal  carrier  operating  wharves 
and  a  connecting  line   of  railroad  was   lacking   in   diligence  in 
discharging  coal  from  a  ship,  in  that  it  could  but  would  not,  stop 
a    strike    of    longshoremen    by    re-employing    a    man    justifiably 
discharged   for  insolence  and  insubordination. — Ibid. 
Construed  to  Have  Some  Meaning,  if  Permissible: 

(Supreme  Court  of  North  Carolina.)  A  statute  or  amend- 
ment formally  passed  is  presumed,  and,  if  permissible,  should 
be  so  construed  as  to  have  some  meaning. — Mitchell  vs.  Atlantic 
Coast  Line  R.  Co.,  110  S.  E.  Rep.  859. 

Amendment    of    Statute    Held    to    Impose    Penalty    for    Delay    in 
Delivery  After  Arrival  at  Destination: 

Under  Revisal  1905,  sec.  2632,  imposing  a  penalty  for  unrea- 
sonable delay  in  the  transportation  of  goods,  as  amended  by 
Laws  1907.  c.  461  (C.  S.,  sec.  3616),  providing  that  it  shall  be 
construed  (o  require  delivery  at  destination  within  the  time 
specified,  the  penalty  extends  to  negligent  default  in  making 
delivery  to  the  consignee  after  arrival  at  destination. — Ibid. 
Consignor  May  Sue  for  Damage  When  Goods  Refused  by  Con- 
signee: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  "Where  a' 
consignee  of  freight  refuses  to  receive  goods  on  account  of  dam- 
age done  to  them  in  the  hands  of  the  common  carrier,  and  the 
goods  are  subsequently  thrown  back  on  the  hands  of  the  con- 
signor, the  latter  has  a  right  to  bring  an  action  for  such  dam- 
ages against  the  carrier."  Savannah,  Florida  &  W.  R.  Co.  vs. 
Commercial  Guano  Co.;  103  Ga.  590.  30  S.  E.  555.— American  Ry. 
Express  Co.  vs.  Dubois  Bros.,  Ill  S.  E.  Rep.  70. 
No  Recovery  in  Absence  of  Evidence  of  Value  of  Damaged 
Goods;- Evidence  of  Selling  Price  of  Perishable  Goods  Day 
Following  Tender  Not  Evidence  of  Value  at  Time  of  Tender: 
"Where,  in  a  suit  by  a  shipper  against  a  common  carrier 
for  loss  or  damage  to  goods  in  transit,  it  appears  from  the  evi- 
dence that  some  of  the  goods  were  not  totally  damaged  or 
destroyed,  but  were  of  some  value,  and  the  evidence  fails  to 
furnish  sufficient  data  from  which  a  jury  might  infer  the  value 
of  the  damaged  goods,  the  verdict  is  without  evidence  to  support 
it."— Southern  Express  Co.  vs.  Bass,  24  Ga.  App.  742,  102  S.  E. 
168. 

(a)  This  being  a  suit  by  a  shipper  against  a  common  carrier 
to  recover  damages  alleged  to  have  been  sustained  to  goods  con- 
sisting of  celery  and  cucumbers  while  delayed  in  transit,  and 
there  being  evidence  that  the  goods  were  of  some  value  after 
having  been  damaged,  and  there  being  no  evidence  as  to  this 
value  at  the  time  when  the  goods  were  by  the  carrier  offered 
to  the  consignee,  the  verdict  is  without  evidence  to  support  it. 
Evidence  as  to  the  selling  price  of  such  goods  on  the  day  follow- 
ing is  insufficient  to  establish  such  value,  since  the  goods  were 
of  a  nature,  as  appeared  from  the  evidence,  highly  perishable 
and  subject  to  rapid  deterioration  and  decline  in  value.  The 
trial  judge  therefore  erred  in  overruling  the  defendant's  motion 
for  a  new  trial. — Ibid. 

CARRIAGE   OF   LIVE   STOCK 
Limitation   of   Liability  for  Negligence   Is  Void: 

(Supreme  Court  of  Pennsylvania.)  A  condition  in  a  bill  of 
lading  for  a  shipment  of  hogs  that  the  shipment  was  accepted 
subject  to  delay,  owing  to  extreme  weather  conditions,  was  void 
if  it  was  intended  to  waive  the  shipper's  right  to  recover  for 
the  carrier's  negligence. — William  Zoller  Co.  vs.  Hartford  Fire 
Ins.  Co.,  116  A.  Rep.  360. 

TELEGRAPHS  AND  TELEPHONES 

Transmission   of  Telegram    Between    Points    in    One   State    Over 
Route  Passing  Out  of  State  Is  "Interstate  Business:" 
(Supreme  Court  of  Arkansas.)     Transmission  of  a  telegram 
between  two  points  in  the  same  state  over  the  ordinary  route 
passing  out   of  the   state   is   interstate   business,   preventing  re- 
covery for  mental  anguish  because  of  negligence  in  transmission. 
— Shannon  vs.  Western  Union  Telegraph  Co.,  238  S.  W.  Rep.  59. 
Federal  Court  to  Be  Followed  in  Construction  of  Interstate  Com- 
merce Act: 

It  is  the  duty  of  the  Supreme  Court  of  a  state  to  follow  de- 
cisions of  the  Supreme  Court  of  the  United  States  in  the  con- 
struction of  the  federal  interstate  commerce  act. — Ibid. 


CONSTRUCTION  PERMISSION  DENIED 
Public-  convenience  and  necessity  do  not  require  the  build- 
ing by  the  National  Line  Railroad  Co.  of  a  12-mile  railroad  in 
Webster  County,  Miss.,  the  Commission  has  decided,  in  dismiss- 
ing the  company's  application.  The  company  proposed  a  line 
from  a  point  on  the  Columbus  &  Greenville  about  1  mile  east 
of  the  station  of  Maben,  and  thence  in  a  northwesterly  direction 
for  12  miles.  The  Commission  said  the  line  would  parallel  the 
n.ain  line  of  the  Gulf,  Mobile  &  Northern  for  the  first  four  or 
five  miles.  No  estimate  of  probable  cost  was  submitted. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION   OF   COMMON    CARRIERS 

Cars  of  Logs  Not  Delivered  to  Consignee's  Usual  Unloading 
Place  Not  Delivered  so  'as  to  Start  Demurrage: 
(Supreme  Court  of  Washington.)  Where,  because  of  un- 
precedented flood  conditions,  cars  of  logs  could  not  be  delivered 
at  the  usual  unloading  place  on  a  spur  track  next  to  the  boom 
connected  with  consignee's  mill  plant,  but  were  left  at  a  dis- 
tance outside  consignee's  mill  premises,  there  was  no  delivery, 
and,  therefore,  there  could  be  no  demurrage. — Oregon-Washing- 
ton R.  &  Nav.  Co.  vs.  McGoldbrick  Lumber  Co.,  204  Pac.  Rep. 
1059. 

Where  Cars  of  Logs  Were   Not   Placed  so  Consignee  Could   Un- 
load  into   Boom,   Delivery  Did   Not  Start   Demurrage: 
Where,  owing  to   high   water   flooding,   the  consignee's   mill 
premises,  a  carrier  placed  cars  of  logs  so  that  without   furthej- 
moving  of  its  switch  engine  they  could  not  be  unloaded  into  the 
consignee's  boom,  as  had  been  the  custom,  there  was  no  such 
delivery  as  to  start  the  running  of  demurrage. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Bill  of  Particulars  and  Notice  of  Motion  for  Judgment  on  Claim 
for  Breach  of  Shipping  Contract  Held  Sufficient: 
(Supreme  Court  of  Appeals  of  Virginia.)  In  a  steamship 
company's  action  for  breach  of  a  contract  for  the  shipment  of 
40,000  barrels  of  cement,  a  bill  of  particulars  claiming  the  bal- 
ance due  for  transporting  the  whole  40,000  barrels,  and,  without 
waiving  Plaintiff's  right  to  rely  thereon,  giving,  in  additional 
items,  the  loss  suffered  while  the  steamship  was  lying  idle  wait- 
ing for  shipments,  the  salaries  paid  during  such  time,  the  rea- 
sonable return  on  the  investment,  the  approximate  loss  by 
diverting  the  steamship  from  a  different  route,  the  reasonable 
amount  of  profits  on  earnings  on  the  contract,  and  the  pecuniary 
value  of  the  portion  of  the  contract  not  performed,  held  suffi- 
ciently full,  especially  where  the  notice  of  motion  for  judgment 
contained  a  detailed  statement  of  the  claim. — Lehigh  Portland 
Cement  Co.  vs.  Virginia  S.  S.  Co.,  Ill  S.  E.  Rep.  104. 
Remedy  for  Insufficient  Bill  of  Particulars  Is  to  Move  to  Reject 
Evidence  of  Matters  Not  Sufficiently  described: 
If  a  bill  of  particulars  was  insufficient,  defendant  might  have 
moved  to  reject  any  evidence  offered  by  plaintiff  touching  any 
matter  not  described  in  the  notice  of  its  motion  for  judgment 
or  other  pleading  so  plainly  as  to  give  notice  of  its  character. — 
Ibid. 

Evidence  of  Damages  from  Idleness  While  Waiting  for  Goods 
to  Be  Transported  Admissible  in  Action  for  Breach  of 
Contract: 

In  an  action  for  breach  of  contract  for  the  shipment  of 
40,000  barrels  of  cement  to  be  unloaded  by  the  carrier,  a  steam- 
ship company,  from  the  cars  as  they  arrived  at  the  shipping 
point  and  carried  to  destination,  by  tailing  to  furnish  (lie  full 
quantity,  where  it  appeared  that  after  the  steamship  company 
was  informed  that  there  were  still  six  to  ten  cars  to  be  shipped, 
it  received  only  a  few  shipments  during  a  period  of  several 
months,  evidence  of  the  damages  suffered  by  reason  of  the  idle- 
ness of  its  boat  was  admissible. — Ibid. 

Performance  of  Shipping  Contract  Not  Excused  Because  Con- 
tract on  Which  Cement  Was  Being  Used  Was  Canceled  by 
Government: 

Where  a  contract  for  the  shipment  of  40,000  barrels  of  ce- 
ment by  steamship  was  unqualified,  nonperformance  by  the 
shipper  was  not  excused  because  the  government  cancejed  the 
contract  on  which  the  consignee  was  using  the  cement  as  per- 
mitted by  its  contract  with  the  consignee. — Ibid. 
Jury  Authorized  to  Find  Company  Taking  Up  Contract,  Making 
Payments,  Etc.,  Assumed  Obligations  of  Party  to  Contract: 
Where  a  cement  company  contracted  to  ship  cement  by 
steamship,  and  another  cement  company,  acting  through  Its  own 
officers,  took  up  the  contract,  conducted  correspondence  in  its 
own  name,  made  payments  under  the  contract  at  the  rates 
therein  stated,  and  when  a  claim  was  made  for  a  breach  failed 
to  suggest  that  the  liability  was  that  of  the  contracting  com- 
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pan),   the   jury   was  warranted   in   finding  that   it   had  assumed 
its  obligations.— Ibid. 

Government's  Cancellation   of  Contract   Held   Not   Frustration   of 
Adventure    Excusing    Further    Performance    of    Contract    for 
Transportation   of  Cement   Purchased   by  Contractor: 
Where  one  selling  cement  to  a  government  contractor  con- 
tracted for  the  transportation  of  the  cement  with  a  steamship 
company  which  had  no  knowledge  of  the  terms  of  the  contract 
between    the   government    and    the   contractor,   the   continuance 
of  the  work  on  the  government  contract  to  final  completion  was 
not  the  basis  and  Implied  condition  on  which  the  liability  of  the 
parties   to  the   shipping   contract   rested,  and   the   government's 
cancellation  of  the  contract  did  not  cause  such  impossibility  of 
performance   or   frustration   of   adventure    as    excused   further 
performance. — Ibid. 

Verdict    for    Breach    of   Contract    for    Shipment    of    Cement    Not 
Excessive: 

In  a  steamship  company's  action  for  breach  of  contract  to 
ship  40.000  barrels  of  cement,  where  It  saved  only  about  (307 
in  fuel  and  oil  by  keeping  its  boat  idle  while  waiting  for  the 
cement,  and  the  jury  deducted  over  11,100  from  the  amount  of 
Its  claim,  damages  held  not  excessive.— Ibid. 


PACKERS  AND  STOCKYARDS  ACT 

Tkr    I  rtfu    WorU    H  mhirngto*   Bnretu 

Declaring  that  the  transportation  act  of  1920  presented 
a  close  analogy  to  the  Issue*  raised  by  the  attack  on  the  "pack- 

•  nd  stockyards  act  of  1921.  approved  August  15.  1921."  Chief 
Justice  Taft  cited  the  decision  In  the  Wisconsin  Intrmstate  case 
In  support  of  the  conclusion  this  week  by  the  Supreme  Court 
of  the  United  .States  that  the  act  providing  for  regulation  of 
the  packers  and  stockyards  Is  not  vlolatlve  of  the  commerce 
clause  of  the  Constitution. 

The  constitutionality  of  the  packers  act  was  upheld  In  No. 
687.  T.  F.  Stafford  et  al..  vs.  Henry  C.  Wallace.  Secretary  of 
Agriculture  and  Charles  F.  Clyne.  U.  S.  Attorney  for  the  North- 
ern District  of  Illinois  and  No.  691.  J.  K  Burton  et  al.  vs.  Ch  • 
K  I'hnt-  The  Supreme  Court  affirmed  orders  of  the  district 
court  for  the  northern  district  of  Illinois  refusing  to  grant 
Interlocutory  Injunctions  to  prevent  enforcement  of  orders  of  the 
Secretary  of  Agriculture  In  carrying  out  the  act. 

After  reviewing  the  history  of  the  packer  control  legislation, 
chief  Justice  Taft  said  the  act  sought  to  regulate  the  business 
of  the  packers  In  Interstate  commerce  and  forbade  them  to 
engage  In  unfair,  discriminatory  or  deceptive  practices  In  such 

to  subject  any  person  to  unreasonable  preju 
therein,  or  to  do  any  of  a  number  of  acts  to  control  price*  or 
establish  a  monopoly  In  the  business.  He  said  the  act  consti- 
tuted the  Secretary  of  Agriculture  a  tribunal  to  hear  complaints 
and  make  findings  thereon,  and  to  order  the  packers  to  cease 
any  forbidden  practice. 

"The  object  to  be  secured  by  the  act."  Chief  Justice  Taft 
said,  "is  the  free  and  unburdened  flow  of  live  stock  from  the 
ranges  and  farms  of  the  west  and  the  southwest  through  the 
great  stockyards  and  slaughtering  centers  on  the  borders  of 
that  region,  and  thence  In  the  form  of  meat  products  to  the 
consuming  cities  of  the  country  in  the  middle  west  and  east.  or. 
still  as  live  stock,  to  the  feeding  place*  and  fattening  farms  in 
the  middle  west  or  east  for  further  preparation  for  the  market. 
The  chief  evil  feared  Is  the  monopoly  of  the  packers,  enabling 
them  unduly  and  arbitrarily  to  lower  prices  to  the  shipper  who 
sells,  and  unduly  and  arbitrarily  to  increase  the  price  to  the 
consumer  who  buys." 

The  Chief  Justice  said  the  stockyards  were  not  "a  place  of 
rest  or  final  destination"  and  that  thousands  of  head  of  live 
slock  arrived  dally  by  carload  and  tralnload  lots  and  had  to  be 


the  construction  and  application  of  the  commerce  clause.  He 
said  it  was  manifest  that  Congress  framed  the  packers  and 
stockyards  act  in  keeping  with  the  principles  announced  and 
applied  in  the  opinion  in  the  Swift  case. 

"The  transportation  act  of  1920  presents  a  close  analogy 
to  this  case,"  the  Chief  Justice  said.  "It  authorizes  super- 
vision by  the  Interstate  Commerce  Commission  of  Intrastate 
commerce  where  it  is  so  carried  on  as  to  work  undue,  unreason- 
able advantage  or  preference  in  favor  of  persons  or  localities 
in  intrastate  commerce,  as  against  those  in  interstate  commerce, 
or  any  undue,  unjust,  or  unreasonable  discrimination  against 
Interstate  commerce  itself." 

Reference  was  then  made  by  the  Chief  Justice  to  the  deci- 
sions in  the  Wisconsin  case,  the  Minnesota  rate  cases,  and  the 
Shreveport  case.  The  court  pointed  out  that  section  311  of  the 
packers  and  stockyards  act  gave  to  the  Secretary  of  Agriculture 
in  respect  to  intrastate  transactions  that  effect  prejudicially 
interstate  commerce  under  his  protection.  The  same  powers 
given  to  the  Interstate  Commerce  Commission  in  respect  to 
intrastate  commerce  through  paragraph  4  of  section  13  of  the 
interstate  commerce  act. 

After  citing  numerous  other  cases  wherein  the  commerce 
clause  was  In  Issue.  Chief  Justice  Taft  said  the  act's  provisions 
were  carefully  drawn  to  apply  only  to  those  practices  and 
obstructions  which,  in  the  judgment  of  Congress  were  likely 
to  affect  interstate  commerce  prejudicially. 

"Thus  construed  and  applied,"  said  he,  "we  think  the  act 
clearly  In  Congressional  power  and  valid." 


COTTON  MEN  ASK  RATE  REDUCTION 

A  reduction  In  freight  rates,  to  be  made  in  the  same  manner 
as  the  advance  in  Kx  Parte  74,  was  asked  by  the  National  Asso- 
ciation of  Cotton  Manufacturers,  in  a  resolution  adopted  at  the 
twelfth  annual  meeting,  In  Boston,  April  28.  The  resolution 
asked  that  the  reduction  be  made  "when  railroad  revenues  will 
permit.  In  keeping  with  safe,  adequate,  and  prompt  service." 
Further,  the  resolution  voiced  disapproval  of  any  proposed  con- 
struction of  freight  rate  schedules  based  wholly  or  largely  on 
values,  and  urged  a  prompt  readjustment  of  freight  rate  rela- 
tionships, between  competitive  producing  and  marketing  dis- 
tricts on  all  commodities,  to  the  same  basis  that  existed  prior  to 
federal  control. 

A  strong  resolution  calling  on  Congress  to  repeal  the  sec- 
tions of  the  transportation  act  providing  for  the  Railroad  Labor 
Board  was  also  passed.  U  was  declared  that  since  the  establish- 
ment of  the  board  "no  action  has  |Teen  taken  which  has  re- 
sulted In  an  adjustment  of  railroad  operating  costs,  which  would 
permit  of  a  reduction  In  the  costs  for  transportation  service,  so 
extremely  vital  to  the  national  Industrial  prosperity  and  com- 
munication." 

"It  seems  extremely  difficult,"  the  resolution  continued.  "If 
not  Impossible,  for  any  national  body  equitably  to  adjust  and  ap- 
portion wages,  salaries  and  working  conditions  throughout  our 
country,  so  greatly  varying  as  to  sections  In  conditions  of  living. 
It  seems  logical  that  the  measure  of  compensation  possible  and 
proper  In  each  respective  locality  should  be  determined  by  local 
conditions." 


FREIGHT  HANDLING  AT  ST.  LOUIS 


The  Columbia  Terminals  Company  of  St.  bouis  baa  issued 
a  booklet  descriptive  of  one  of  three  phases  of  facilities  operated 
tiy  the  company  which  forms  an  Interesting  treatise  on  modern 
methods  of  freight  handling  Jn  large  congested  manufacturing 
and  railroad  centers. 

The  company,  operating  an  extensive  system  of  terminal 
facilities,  has  attracted  interest  by  Its  adoption  of  modern 

promptly  sold  and  disposed  of  and  moved  out  to  give  place  lo...«sxtor  and  semi-trailer  equipment  for  the  rapid  transportation 
(he   constantly    flowing    traffic    that    presses    behind.      He  said:       of  freight,   inbound   and   outbound.     It   operates   this  equipment 

In  conjunction  with  a  system  of  nine  "unnversal"  off-track 
freight  depots,  at  which  freight  Is  received  or  delivered  for  all 
the  railroads  operating  into  or  out  of  St.  1 .011  is.  The  company 
also  operates  a  large  merchandise  storage  warehouse  In  the 
center  of  the  St.  Louis  business  district  and  a  depot  at  which 
facilities  are  maintained  particularly  for  the  handling  of  pool 
cars. 

The  booklet  describes  the  freight  handling  part  of  Its  op- 
erations and  Includes  an  analysis  of  its  "universal"  off-track 
depots  and  the  type  of  equipment  used  In  handling  freight  be- 


The  Mrn-kvard*  are  but  •  throat  through  which  the  current  flow*, 
and  the  transaction*  which  occur  therein  are  only  Incident  to  thl* 
iiirrejit  fr-.rn  the  « ,-«i  in  the  en*t  nnd  from  one  Mate  to  another. 

The  art.    ther-  •«    the    varlou*   stockyard*   of    the    cimntry 

aa  great  national  public  utllltle*  to  promote  the  flow  of  comii 
from  the  range*  and  farm*  of  the  we*t  In  the  conxumer*  In  the  ea*t. 
It  aaaiime*  that  Id.  \  rnndurt  a  buetoejM  effected  by  a  public  uae  of 
a  national  character  and  lubjected  to  national  renkaUoa.  That  It  I* 
•  buatne**  within  the  power  of  regulation  by  l.-ul«lntlve  action  needs 
no  cllscuulon  That  has  been  settled  *lnce  the  ca»e  of  Munn  v. 
Illir.  -I.  III.  Nor  I*  .loudt  that  In  the  receipt  of 

live    Mock    by    rail    and    In    their    •!•  rail    the    Ktockyards    are 

an    Interstate   •  '"nlted    Htate*   v.    t'nlon   Stockyard* 

here    Is    whether    the    business    done    In     the 

yard*  and   the 

:«   a    part  or    I* 

.  it  within  the  power  of  national 
question  ha*  been  before  thl*  court  ami  dm) 
Swift  v  fniled  State*.  |»«  I  The 

a    clear    and    comprehensive    expo*lllon 
thl*    rnf    Illtle    i.ut     the    nhvloii*    application 
red. 


The 

(dockyard*  between  the 
«hlpn  • 

so   associated    wild    II 
A    *lmllar 
«r»»l    con*: 

judgment    In    that    cas* 
which    leav 
of  the   principle 


(ween  these  depots  and   the   freight   terminals  of  the  railroads. 
The  booklet  Is  being  distributed  free. 


The  Chief  Justice  then  reviewed  the  Swift  case  and  the 
application  of  the  commerce  clause  therein,  saving  that  the 
principle*  of  that  case  had  become  a  fixed  rule  of  the  court  In 


N.  O.  T.  A   M.   BONDS 

Authority  has  been  granted  by  the  Commission  to  the  New 
Orleans,  Texas  &  Mexico  Railway  Company  to  procure  authenti- 
cation and  delivery  to  Its  treasurer  of  not  exceeding  $457,000 
Of  Its  first  mortgage  6  per  cent  bonds,  and  to  issue  not  ex- 
reeding  $991,000  of  first  mortgage  6  per  rent  bonds.  Including 
the  $tr,7.0on  of  bonds,  and  to  sell  them  at  not  less  than  98  per 
cent  of  par  or  to  pledge  them  for  notes. 
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UNFAIR  MOTOR  TRUCK  COMPETITION 

Kditor  The  Traffic  World: 

1  have  read  with  much  interest  your  statements  concerning 
highway  transportation  in  connection  with  the  operation  of 
motor  vehicles,  and  agree  with  you  that  in  all  fairness  to  the 
rail  carriers  (though  the  opinion  of  the  writer  may  be  somewhat 
biased)  such  operations  should  pay  their  fair  pro  rata  share  of 
the  necessary  taxation  for  the  upkeep  of  state  highways.  But 
this  is  not  the  point  I  had  in  mind  in  writing  this  letter,  which 
is  that  you  have,  in  my  opinion,  overlooked  the  main  point 
wherein  the  competition  is  unfair  to  the  railroads — i.  e.,  that 
it  will  be  generally  found  that  the  rail  carriers  are  by  them- 
selves the  biggest  individual  taxpayers  as  a  unit,  and  it  neces- 
sarily follows  that  they  are  paying  the  greatest  proportion  in' 
the  way  of  taxation  for  the  very  upkeep  of  the  roads  whereby 
their  competitors  can  profit  to  their  disadvantage. 

From  the  writer's  point  of  view,  it  can  be  admitted  that 
certain  benefits  in  the  way  of  transportation  can  and  must 
necessarily  be  derived  from  this  mode  of  transportation,  but 
it  will  also  be  admitted  that  the  competition  that  must  of  neces- 
sity exist  should  be  one  where  the  rail  carrier  would  at  least 
have  the  benefit  of  an  even  break;  and  if  the  necessary  just 
taxes  are  imposed  on  njotor  vehicles  which  function  as  common 
carriers,  if  they  are  in  a  position  to  perform  a  service  that 
the  public  demands  and  at  rates  with  which  the  railroad  cannot 
compete,  it  becomes  a  question  of  the  "survival  of  the  fittest," 
and  I  do  not  hesitate  to  say  that,  all  things  considered — consid- 
ering the  all-round  dependability  of  rail  service  vs.  that  by 
motor  truck — if  the  just  portion  of  proper  taxation  is  placed 
upon  motor  vehicles  using  the  highways  as  common  carriers, 
the  rail  carriers  will  be  able  to  maintain  the  business,  not  which 
it  is  alleged  afe  their  inherent  right  to  carry,  but  the  handling 
of  merchandise  that  will  most  satisfactorily  meet  the  demands 
of  the  shipping  public;  in  fact,  the  writer — who  is  thoroughly 
conversant  with  the  desires  of  motor  truck  operators  to  pel-form 
common-carrier  service  in  California— *has  generally  found  that 
even  after  certificate  has  been  granted  to  operate  on  the  high- 
ways, their  operations  are  rather  short-lived  or  sales  and  trans- 
fers to  other  parties  are  made  in  many  cases  even  though 
operating  under  favorable  conditions. 

Edward  Stern. 

San  Francisco,  Calif.,  April  28,  1922. 


MR.  BLANCHARD  MAKES  AMENDS 

Editor  The  Traffic  World: 

In  The  Traffic  World  of  April  1,  1922,  you  published  a  re- 
port of  the  oral  argument  in  I.  C.  C.  Docket  12400,  and  referred 
at  length  to  my  "unusually  severe"  criticism  of  the  exceptions 
filed  in  the  case  by  counsel  for  the  Director-General. 

Mr.  Thomas  M.  Woodward,  of  the  Director-General's  law 
department,  was  the  author  of  those  exceptions.  Since  the 
argument  Mr.  Woodward  has  fully  informed  me  as  to  the  under- 
standing of  the  facts  which  he  had  when  the  exceptions  were 
written.  With  this  information  now  at  hand,  I  am  glad  to  state 
that  I  do  not  believe  Mr.  Woodward  intended  to  mislead  or 
misstate  facts  in  his  exceptions,  and,  therefore,  I  am  only  too 
glad  to  recede  from  the  position  taken  by  me  at  the  argument, 
in  so  far  as  my  remarks  imputed  to  Mr.  Woodward  any  such 
intent  whatsoever. 

Will  you  please  give  this  letter  publicity  equal  to  that  given 
the  report  of  this  argument? 

Chicago,  May  2,  1922.  Paul  E.  Blanchard. 


Carolina,  West  Virginia  and  Ohio,  and  to  some  of  them  there 
are  no  through  rates  published,  the  base  points  themselves  being 
made  up  on  some  combination. 

So  the  N.  &  W.  has  left  it  up  to  the  shipper  to  waste  his 
time  in  running  down  the  rate  he  wants,  after  first  checking 
the  rate  to  the  twenty  base  points. 

We  do  hope  the  I.  C.  C.  will  get  to  it  some  day  and  insist 
that  the  carriers  publish  their  tariffs  intelligently,  so  they  can 
be  interpreted  alike  by  both  carriers  and  shippers,  and  publish 
the  rate  as  it  should  be  published,  as  it  certainly  is  expensive 
for  them,  in  the  matter  of  handling  the  large  number  of  over- 
charge claims  that  they  have  to  handle. 

Laurel,  Miss.,  April  27,  1922.  Geo.  T.  Wilson. 


SIMPLIFICATION  OF  TARIFFS 

Editor  The  Traffic  World: 

Another  good  case  of  where  the  carrier  "got  by"  is  exem- 
plified in  Norfolk  &  Western  lumber  tariff,  I.  C.  C.  7076,  pub- 
lishing proportional  rates  on  lumber  from  Alabama,  Mississippi, 
Florida  and  other  southern  states,  to  stations  on  the  N.  &  W. 
Railway.  This  is  another  case  of  passing  the  buck  to  the 
shipper. 

Instead  of  publishing  the  correct  and  proper  lowest  com- 
bination, as  the  N.  &  W.  should,  they  have  issued  this  tariff. 
and  at  top  of  page  3,  and  running  through  to  page  17,  they 
show  a  list  of  twenty  base  points  for  you  to  figure  out  your 
lowest  combination  from. 

These  base  points  are  located  in  Virginia,  Tennessee,  North 


PROMPT  PAYMENT  OF  CLAIMS 

Editor  The  Traffic  World: 

In  the  Open  Forum  there  have  from  time  to  time  appeared 
letters  commending  certain  carriers'  claim  departments  for  quick 
settlement  of  claims — for  example,  Mr.  Euholm's  letter  of  April 
17. 

We  agree  with  Mr.  Euholm  that  the  C.  &  G.  W.  Railway, 
along  with  other  western  roads,  has  an  enviable  record.  Time 
was— perhaps  still  is— when  the  C.  G.  W.  had  the  best  claim 
department  of  any  road,  big  or  small. 

But  for  all-around  quick  handling  and  settlement  of  claims 
consistently  over  a  period  of  years,  we  have  found  no  claim 
department  that  has  equaled  the  record  of  the  Louisville  & 
Nashville,  especially  since  Mr.  J.  F.  Seger  has  had  jurisdiction 
of  overcharge  claims.  More  often  than  we  kept  record,  claims 
mailed  from  Nashville  in  the  evening  and  reaching  Louisville 
the  next  morning,  would  be  vouchered  on  the  second  day  after 
receipt. 

We  file  hundreds  of  claims  annually  with  the  Louisville  & 
Nashville  and  the  majority  are  paid  within  ten  days — in  fact, 
the  record  of  the  Louisville  &  Nashville  Railroad  has  never 
been  equaled  by  any  other  road  on  claims  filed  by  us.  And  that, 
too,  in  the  face  of  splendid  records  maintained  by  other  southern 
roads. 

C.  E.  Widell,  Traffic  Manager, 
Tennessee  Manufacturers'  Assn. 

Nashville,  Tenn.,  April  26,  1922. 


TRACER  SERVICE 

Editor  The  Traffic  World: 

With  reference  to  criticism  made  by  W.  T.  Sauer  of  Koeh- 
ring  Company,  Milwaukee,  in  your  issue  of  April  15,  I  dislike 
very  much  to  get  into  print  on  this  subject.  However,  I  feel 
in  duty  bound,  on  account  of  the  service  extended  by  the  traffic 
representatives  of  the  New  York  Central  Line — not  any  particu- 
lar one,  but  all  of  them  that  we  have  come  in  contact  with  in 
the  handling  of  our  business  from  three  plants,  located  at  dif- 
ferent points. 

It  has  always  been  pur  policy  not  to  abuse  the  tracing  privi- 
lege offered  by  the  carriers,  and  do  not  request  the  carriers  to 
institute  a  tracer  until  sufficient  time  has  elapsed  for  movement 
of  car  to  destination,  excepting  an  occasional  case  where  the 
customer  requests  that  car  be  traced  immediately  upon  ship- 
ment, and  I  cannot  recall  one  instance  of  where  the  traffic  de- 
partment of  the  New  York  Central  Lines  have  not  handled  the 
matter  most  efficiently. 

Fort  Wayne  Corrugated  Paper  Co., 
J.  A.  Curtin,  Secretary  to  General  Manager. 

Fort  Wayne,   Ind.,  April   27,   1922. 


Editor  The  Traffic  World: 

In  your  issue  of  April  15.  there  is  an  article  as  to  the 
tracing  service  of  the  New  York  Central  Railroad. 

This  does  not  agree  at  all  with  our  experience,  as  we  have 
found  the  contrary  to  be  true — namely,  that  the  New  York 
Central  has  a  very  efficient  system  of  tracing  and  we  are 
promptly  furnished  at  all  times  with  information  as  to  the 
movement  of  our  cars. 

We  trace  every  car  shipped  by  us  and  have  had  ample 
occasion  to  compare  the  tracing  service  that  we  receive  from 
the  New  York  Central  with  the  service  we  receive  from  other 
lines,  and  it  compares  very  favorably,  as  far  as"  we  are  con- 
cerned, and  is  equally  as  good  as  the  service  we  receive  from 
the  other  carriers. 
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Therefore,  we  feel  that  the  condition  as  cited  by  \V.  ('. 
Sauer  surely  cannot  be  general  and  does  not  outline  the 
tracer  service  as  it  exists  on  the  N.-w  York  Central  System. 

Mennfl   Milling  Company. 
J.   W.   Enriffht.   Traffic   Manager. 
Toledo.  O.,  April   Jv 


Editor  The  Traffic  World: 

We  note  in  The  Traffic  World  of  April  15  an  article  by 
Koehrman  Company  of  Milwaukee,  complaining  of  the  New 
York  Central  tracing  sen  i 

This  seems  incredible  to  us.  on  account  of  the  fact  that 
our  experience  has  bef-n  \.-ry  satisfactory.  In  fact,  the  NVw 
York  Central's  tracing  service  has  been  better  than  that  of  an\ 
other  railroad. 

\\v  have  had  a  lot  of  experience  with  tht-  .SVw  York  (Vn- 
ti.il  and  so  far  have  had  nothing  but  the  best  of  service. 

Pilot    Motor  Car  Company. 
Frank  Sieger.  Traffic  Manager. 

Richmond.   Ind.,  April  28.   1922. 


CONTROL  OF  KENTUCKY  STATE  RATES 

Kditor  The  Traffic  World: 

In  The  Traffic  World  of  April  22  there  appeared  an  article 
on  page  896.  under  the  heading.  "Shippers  Want  No  Change," 
carrying  in  part  a  statement  of  W.  K.  Morrow,  secretary  of 
the  Louisville  Board  of  Trade.  In  which  Mr.  Morrow  advised 
that  he  was  of  the  opinion  that  the  .shipping  interests  of  Ken- 
tucky were  opposed  to  the  control  or  Kentucky  state  rates  by 
I|IH  Kentucky  railroad  commlralon. 

:.-nily  Mr.  Morrow  and  the  I»ulsville  Board  of  Trade 
object  to  the  provisions  of  House  bill  No.  57,  which  statute 
extends  and  Increases  the  authority  of  the  Kentucky  commis- 
sion. 

This  bill  was  passed  by  a  vote  of  73  to  2  in  the  House 
and  24  to  6  In  the  Senate  and  was  approved  by  the  governor. 
One  of  the  senators  opposing  the  bill  was  a  conductor  and 
another  attorney  for  three  railroads.  The  support  given  this 
bill  by  our  legislators  is.  In  my  opinion,  sufficient  evidence  to 
refute  Mr.  Morrow's  statement 

Propaganda  originating  with  the  Lmilsvllle  Board  of  Trade 
will,  of  course,  fall  to  produce  the  rexults  sought  by  that  body, 
and  my  principal  object  In  making  a  reply  to  Mr.  Morrow's 
statement  Is  that  you  may  b«  made  aware  of  the  fact  that  the 
Ixjuisville  Board  of  Trade  does  not  by  any  means  constitute 

business  interests  of  the  state  of  Kentucky  and.  so  far 
as  I  can  find  out.  the  Louisville  Board  of  Trade  has  made  no 
request  on  our  shippers  as  to  their  views  of  this  subject  and. 
consequent l>.  I  feel  that  Mr.  Morrow  had  -no  grounds  or  author 
it)  to  nominate  and  elect  hlmnelf  spokesman  for  the  shipping 
IntemlH  of  Kentucky. 

Hopkinsville   Chamber  of   Commerce. 
I,    K    Foster.  Secretarv 

Mr.pkin-.viii...   Ky.,  April  27.   1J22. 


ST.    L.  S.    f.    BONOS 

The  St.   Louis-San   Francisco   Railway   Company   has 
authorized  by  the  Commission  to  Issue  not  exceeding  $10.932.000 
of  prior  lien  mortgage  5^   per  cent  gold   bonds,  aeries  D.  in 
substitution  for  an  equal  amount  of  prior  lien  mortgage  6  per 
cent  gold  bonds,  series  C,  now  In  the  company's  treasury.     I'n 
der  the  order  not   to  exceed   $6,932,000  of  the  new   issue   may 
be  sold  at  not  less  than  89  per  cent  of  par  and  accrued  Interest. 
The  remainder   may   be    pledged    for   notes.    The   Commission 
-d    authority    for   the  company   to   Issue    $521,000  of   series 
•nd*  in  respect  of  expenditures  for  equipment,  holding  that 
proposed  Issue  was  not   "compatible   with   the   interext  of 
r   the  applicant  or  the  public." 

SOUTHERN  CLASS  RATE  CONFERENCE 
A  public  conference  In  the  matter  of  joint  through  claw* 
rales  from  r  K  A  and  Illinois  Freight  Association  territories 
to  points  In  the  south  will  be  held  by  carriers  and  shippers  at 
Motel  I*  Sail.-.  Chicago.  May  9,  at  10:00  a.  m.  The  proposed 
rates  to  representative  points  in  the  South  and  the  proposed 
northern  groupings  are  shown  In  a  statement  Issued  by  the 
freight  associations.  May  2.  It  la  not  proposed  to  apply  the 
joint  through  class  rates  on  hay.  straw,  shucks,  grain,  grain 
products  or  grain  by-products,  taking  classes  C  or  T)  In  the 
southern  clanslflratlon 


JACKSONVILLE,  FLA. 

WIESENFELD  WAREHOUSE  COMPANY 

General  merchandise  storage  and  distribution. 

Prompt  and  intelligent  service. 
Reference*:  Any  jobber,  banker  or  transportation  man  in  the  city. 

DEEP  WATER  AND  RAIL  CONNECTION  S 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Barber,  San  Francisco, 

Portland.  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

From  the  Gulf,  about  May  13th 
"  "  "  "  May  28th 
"  "  "  Late  May,  early  June 

SS  "HOBOKEN,"  From  the  Pacific  Coast,  Early  May 

"       Early  May 
"       Late  May 
"         "  "       Early  June 


SS  "NYANZA." 
SS  "DELCO," 
A-l  Steamer 


SS  "OSAGE," 
SS  "REDHOOK," 
SS  "ELDORADO," 


Ratei  quoted,  booking  and  other  information  furalibad  upoa 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

S...U  Bld(  SWAYNE  A  HOYT,  Inc.  M  Broad  St. 

<,.!...<«„    T....  430  Sanaom.  Si .  N.w  York  City 

San  FraiMlaeo.   Calif. 


Which  will  it  be — a  truck 
or  a  Pierce -Arrow?  A 
truck  is  a  vehicle;  a 
Fierce-Arrow  is  a  power- 
ful, speedy,  unfailing 
means  of  transportation. 


Pierce -Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  $3200      31-ton  $4150      5-ton  $4850    fully  equipped 
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INTRASTATE  EXPRESS  RATES 

The   Traffic   World   Washington   Bureau 

in  the  matter  of  inlrasUii.-  rxpn-ss  rah-s  within 
tin1  states  of  Texas  (docket  No.  ll!)!Mi),  Georgia  (No.  11991), 
California  (No.  12093),  Illinois  (No.  12745),  Arkansas  (No. 
12981).  North  Dakota  (No.  12892),  Idaho  (No.  13066),  Nevada 
(No.  13067),  Arizona  (No.  13068),  Montana  (No.  13069),  and  Utah 
(No.  13070),  was  made  May  3  and  the  following  day.  Argu- 
ment had  been  made  in  a  number  of  the  cases  and  in  others 
this  was  the  first  discussion  of  the  facts  brought  up  therein. 
A  whole  day  was  given  to  the  attorneys  for  the  American  Rail- 
way Express  Company  and  an  equal  amount  of  time  to  attorneys 
for  the  states,  only  J.wo  of  which,  Texas  and  California,  were 
represented  by  counsel  other  than  John  E.  Benton,  Washington 
representative  of  the  national  organization  of  state  railroad  and 
utility  commissioners.  Texas  was  represented  by  C.  E.  Gil- 
more  and  Thomas  L.  Beauchamp,  while  Georgia  was  represented 
by  Hugh  Gordon  and  J.  C.  Harriman. 

The  whole  of  the  morning  session  of  the  first  day  was  con- 
sumed by  Charles  E.  Elmquist,  appearing  for  the  express  com- 
pany, to  bring  forward  the  facts  showing  or  tending  to  show 
the  free  flow  of  express  traffic  into  and  between  the  states 
prior  to  the  disparity  of  rates  caused  by  the  failure  of  some 
of  the  states  mentioned  to  allow  any  increase  in  express  rates 
and  the  failure  or  refusal  of  others  to  allow  only  part  of  the 
two  general  increases  allowed  by  the  Commission  in  1920.  The 
first  of  the  increases  was  12.5  per  cent  and  the  second  13.5 
per  cent.  The  second  increase  was  allowed  specifically  to  take 
care  of  an  increase  in  wages  allowed  by  the  United  States  Rail- 
road Labor  Board,  amounting,  as  estimated  by  the  express  com- 
pany, to  $42,296,340.  * 

Montana,  Idaho,  Nevada,  Utah  and  Arizona  refused  to  allow 
the  first  or  12.5  per  cent  increase.  The  five  before  mentioned 
and  seven  others,  namely,  Texas,  Georgia,  California,  Illinois, 
Arkansas  and  the  two  Dakotas,  refused  to  allow  the  second 
increase  of  13.5  per  cent.  Only  eleven  of  the  states  were  be- 
fore the  bar  of  the  Commission  in  these  arguments,  the  South 
Dakota  case  not  being  ready  for  argument  at  that  time. 

After  the  disparity  in  rates  took  place,  Mr:  Elmquist  said 
the  flow  of  commerce,  from  outside  the  states  into  the  states 
which  had  not  raised  the  rates  was  checked  because  shippers 
within  their  boundaries  had  an  advantage  in  the  rates.  Com- 
missioner Aitchison  wanted  to  know  whether  and  where  the 
transcript  in  the  case  showed  such  prejudicial  effects  on  inter- 
state commerce.  Mr.  Elmquist  was  not  able,  offhand,  to  indi- 
cate the  places  in  the  record.  He  said  he  would  later  indicate 
the  places  specifically.  Commissioner  Hall  told  his  colleague 
the  testimony  showing  the  discrimination  would  be  found  on 
page  55  of  the  transcript,  and  the  following  pages.  Commis- 
sioner Campbell  wanted  to  know  if  any  shippers  had  intervened 
in  the  case  to  allege  discrimination  and  prove  it.  Mr.  Elm- 
quist said  they  had  appeared  only  as  witnesses,  both  commis- 
sioner and  attorney  having  overlooked  the  fact  that  it  was  a 
Commission-ordered  proceeding,  in  which  the  express  company 
was  the  respondent,  and  not  a  cse  between  shippers  and  car- 
riers. 

While  section  15-A  does  not  apply  to  the  express  company, 
Mr.  Elmquist,  in  continuing  his  argument,  laid  considerable 
stress  on  the  revenue  side  of  the  case,  as  if  the  fact  that  not 
as  much  money  was  obtained  as  would  have  come  to  the  express 
company  if  the  intrastate  rates  had  been  on  the  same  level  as 
interstate,  and  the  same  mount  of  traffic  had  moved,  would 
warrant  the  Commission  in  holding  that  that  lower  level  within 
the  state,  ipso  facto,  constituted  a  discrimination  against  inter- 
state commerce.  Mr.  Elmquist  cited  earnings  and  rates  in  a 
large  number  of  localities  to  illustrate  the  contention  he  was 
making. 

Texas  defended  her  refusal  to  permit  either  the  12.5  or  13.5 
per  cent  increase  allowed  by  the  Commission  by  saying  that 
Texas  adopted  the  federal  zoning  system  of  stating  rates  during 
federal  control  and  that  that  adoption  brought  about  increases 
in  rates  ranging  from  45  to  125  per  cent.  The  Texas  view  was 
presented  by  Commissioner  C.  E.  Gilmore.  He  said  those  heavy 
increases  were  being  made  in  Texas  intrastate  rates  while  the 
Commission  was  putting  up  the  interstate  rates  only  44  per  cent. 
His  thought  was  that  Texas  had  done  exceedingly  well  and 
should  not  be  called  upon  to  make  further  contribution  to  the 
revenues  of  the  express  company. 

Hugh  Gordon,  for  the  California  commission,  argued  that 
California,  in  a  transportation  sense,  was  unlike  any  other  part 
of  the  country,  being  shut  off  from  the  states  to  the -north  of  her 
by  the  Siskiyou  mountains,  and  to  the  east  by  another  mountain 
range  while  there  was  no  territory  to  the  west  or  south  in  which 
traffic  could  originate  or  to  which  H  could  go.  Commissioners 
Meyer,  Daniels  and  Lewis  asked  him  about  Shreveport  situa- 
tions, especially  Reno,  Nev.,  and  Ogden,  Utah,  but  he  contended 
the  situations  with  regard  to  them  were  wholly  paper  situations. 
He  said,  for  illustration,  the  packing  house  at  Reno  ships  into 
California,  on  the  interstate  rates,  rather  than  from  the  main 
establishment  of  the  company  at  Sacramento,  because  the  train 


schedules  are  more  convenient,  although  the  rates  from  the 
Sacramento  plant,  to  California  destinations  may  be  somewhat, 
lower. 

John  E.  Benton,  lor  the  states  not  specifically  represented, 
contended  that  tin  i  y press  company,  notwithstanding  the  argu- 
ments of  Charles  E.  Elmquist,  his  predecessor,  as  the  represent- 
ative of  the  state  commissions  in  Washington,  had  wholly  failed 
to  make  out  a  case  under  the  Shreveport  case  principle,  which, 
he  said,  was  the  only  one  that  could  be  invoked  by  it.  He  agreed 
with  Mr.  Elmquist  that  it  would  have  been  unnecessary  and  im- 
proper for  congress  to  have  made  section  15-A  apply  to  express 
companies,  but  he  agreed  for  a  reason  wholly  unlike  that  as- 
signed by  Mr.  Elmquist.  He  said  congress  specifically  excluded 
express  companies,  not  because,  as  Mr.  Elmquist  said,  there  was 
only  one  company,  but  because  congress  was  merely  trying  to 
provide  an  adequate  revenue  for  railroads.  Congress  was  not 
enacting  a  temporary  law,  he  said,  but  one  to  endure  so  far  as 
it  knew,  for  all  time.  It  knew,  he  said,  there  was  another  ex- 
press company,  the  Southeastern,  and  that  there  might  be  many 
other  Southeasterns.  It  also  knew,  he  said,  that  unless  the 
Commission  permitted,  the  consolidated  company  could  not  con- 
tinue. Therefore  he  contended  congress'  said  section  15-A  should 
not  apply  to  express  and  other  common  carrier  companies  be- 
cause it  desired  only  to  promote  an  adequate  railroad  system. 

The  dovetailing  of  section  13,  paragraph  4,  with  section  15-A 
which  the  supreme  court  did  in  the  Wisconsin  and  New  York 
rate  cases,  could  not  be  figured  out  for  application  to  the  ex- 
press companies,  he  maintained.  He  said  the  Supreme  court, 
in  the  New  York  case,  after  an  examination  of  the  record,  came 
to  the  conclusion  that  the  facts  would  not  have  warranted  the 
Commission  holding  that  a  Shreveport  situation  had  been  made 
out.  In  the  Wisconsin  case,  he  said,  it  did  not  pass  upon  vhe 
record,  but  only  upon  the  findings  of  the  Commission.  It  said 
the  sweep  of  the  order  of  the  Commission  could  not  have  been 
sustained  by  the  testimony  as  to  Shreveport  situations  in  the 
New  York  case  and  that  the  only  ground  upon  which  it  could 
be  sustained  was  upon  that  provided  by  the  dovetailing  to- 
gether of  the  two  sections.  Yet  he  contended  the  record  in  the 
New  York  case,  held  not  sufficient  to  justify  the  sweep  of  the 
order  in  that  case,  was  stronger  than  the  record  in  this  case. 

POSITIONS  WANTED  OR  OPEN" 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  !N  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  insertion,  $1.00  per  line, 
minimum  charge  $3.00;  succeeding  Insertions,  per  line.  60c:  10  words  to 
the  line;  numbers  and  abbreviations  counted  as  words;  6  point  type; 
payable  in  advance.  Answers  to  keyed  advertisements  forwarded  free 
and  all  correspondence  held  in  strict  confidence.  THE  TRAFFIC 
WORLD,  418  South  Market  Street,  Chicago,  111. 

POSITION  WANTED— By  trained  Traffic  Executive.  Six  years' 
experience.  Familiar  with  all  details  of  domestic  and  foreign  ship- 
ping. Thorough  knowledge  of  rate  and  claim  adjustment  and  pro- 
cedure. Now  employed.  Seeks  change  to  position  with  greater  op- 
portunity. Salary  secondary.  Address  T.  E.  A.  443,  Traffic  World 
Chicago. 

POSITION  WANTED— Experienced  traffic  and  rate  man,  and 
conversant  with  fundamentals  of  transportation  law.  Desires  posi- 
tion in  chamber  of  commerce  or  industry.  Address  F\-l  Traffic 
World,  Chicago. 


,P— Traveling  Freisht  and  Passenger  Agent,  short  line 
m  south.  Give  age,  experience,  etc.  Address  S.  L.  C.,  care  Traffic 
World,  Chicago. 

POSITION  WANTED— As  Traffic  Manager  or  assistant  by  experi- 
enced rate  clerk.  Thirteen  years'  experience  in  various  phases  of  rail- 
way and  industrial  traffic.  Thorough  knowledge  of  freight  rates  High 

A    S^SMSfm    4se,!3W^arried-     Best  of  references.     Address  H. 
A.  N.  445,  Traffic  World,  Chicago. 

POSITION  WANTED— Man  of  thirty,  fourteen  years'  practical 
traffic  and  organization  experience.  Graduate  Interstate  Comim-rrr 
?,ouS?e'  "ow.. takjns,  "P  'aw,  would  accept  position  anywhere.  Address 
K,  Traffic  V\  orld,  Chicago. 

POSITION  WANTED— Young  man,  27,  one  year  office  experience, 
not  afraid  of  work,  desires  position  with 'chances  for  advancement  in 
traffic  department  industrial  concern.  Address  O.  C.  G.  Traffic  World 
Chicago. 

LOOK   OUT 

Fraudulent  subscription  agents  are  abroad  in  the 
land  and  are  taking  orders  for  any  publication  that  may 
be  wanted,  frequently  at  rates  much  under  the  regular 
ones,  provided  payment  is  made  directly  to  them.  Our 
patrons  are  warned  against  paying  money  to  any  agency 
or  subscription  solicitor,  for  our  account,  without  being 
sure  that  the  agency  is  responsible  or  the  solicitor  a  duly 
accredited  representative. 

Regular  subscribers  for  The  Traffic  World,  when  in 
Washington,  D.  C.,  may  obtain  copies  of  the  magazine 
at  our  Washington  office  in  the  Colorado  Building. 


May  6,   I'.'-1-' 
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Rails  and  Research 


New  York  Central  Lines  have  placed  orders  for  173,400  tons 
•*•     of  heavy  open-hearth   rails  for   1922   delivery,  enough   to  lay  a 


new  single  track  from  Chicago  to  New  York, 
thousand  miles  of  rail  were  replaced. 


In  1921   more  than  a 


In  the  New  York  Central  research 
laboratories,  out  of  the  experience  of 
never-ending  road  tests,  has  been  devel- 
oped the  highest  type  of  rail  used  in 
this  country. 

This  search  for  absolute  dependability 
in  rails,  to  carry  the  weight  of  more  and 
more  powerful  locomotives  and  heavier 
trains,  insures  the  safety  and  comfort  of 
the  millions  of  passengers  who  ride  each 
year  on  the  New  York  Central  Lines. 

The  rail  ingots  are  made  on  precise 
physical  and  chemical  specifications. 
From  the  time  the  ore  enters  the  furnaces 
until  the  rails  emerge  from  the  great  roll- 
ers, every  step  in  the  process  is  in  con- 


formity to  the  most  rigid  scientific  re- 
quirements and  under  the  eyes  of  New 
York  Central  rail  experts. 

When  fabricated,  the  rails  are  sub- 
jected at  the  steel  mills  to  exacting  tests 
in  machines  of  scientific  precision.  These 
tests  are  for  the  purpose  of  making  cer- 
tain that  the  finished  rails  are  as  nearly 
flawless  as  it  is  humanly  possible  to 
make  them,  and  will  withstand  the 
strains  of  the  heaviest  traffic. 

The  1922  rail  order  is  an  important 
part  of  the  program  undertaken  by 
these  Lines,  that  they  may  efficiently  per- 
form a  maximum  share  of  the  work  of 
national  transportation. 


NEW  YORK  CENTRAL  LINES 

BOSTON  &  ALBANY  -  MICHIGAN  CENTRAL  -  BIG  POUR  -  LAKE  ERIE  &  WESTERN 

KANAWHA  fr  MICHIGAN- TOLEDO  tv  OHIO  CENTRAL- PITTSBURGH  i*IAKE  ERIE 

NEW  YORK  CENTRAL"-  AND  -  SUBSIDIARY  LI  NES 
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Personal  Notes 


Joseph  C.  Colquitt,  classification  agent  of  the  Interstate 
Commerce  Commission  since  1913,  has  resigned  to  engage  in 
the  private  practice  of  law  in  the  city  of  Washington.  He  will 

make  a  specialty  of 
freight  classification 
and  related  matters 
before  the  Commis- 
sion, state  commis- 
sions and  carriers' 
classification  com- 
mittees. Mr.  Colquitt 
entered  the  service 
of  the  Southeastern 
Freight  Association, 
at  Atlanta,  in  1898. 
as  file  clerk  in  the 
statistical  depart- 
ment, later  becom- 
ing stenographer  in 
the  rate  department. 
In  1901  he  was  ap- 
pointed official  ste- 
nographer for  the 
Southern  Classifica- 
tion Committee,  sub- 
sequently becoming 
secretary  to  the 
chairman  and  later 
secretary  of  the 
committee  and  as- 
sistant to  the  chair- 
man, in  charge  of 
the  c  o  m  m  i  t  tee's 
offices  in  Atlanta.  In 
1913  the  Commission 


selected  him  to  act  in  an  advisory  capacity,  and  to  represent 
the  Commission  at  hearings  accorded  the  shipping  public  from 
time  to  time.  As  classification  agent  Mr.  Colquitt  has  also 
served  as  secretary  and  a  member  of  the  Commission's  released 
rates  committee,  passing  on  twentieth  section  applications,  deal- 
ing with  rates  dependent  upon  declared  or  agreed  rates.  He 
has  also  acted  as  chairman  of  the  classification  committee  of 
the  federal  traffic  board,  organized  by  General  Dawes  in  connec- 
tion with  the  budget  bureau.  It  was  at  Mr.  Colquitt's  sugges- 
tion that  the  carriers  were  called  on  to  consolidate  the  terri- 
torial classifications.  He  served  on  the  special  committee  ap- 
pointed by  the  Director-General  to  accomplish  that  result,  and 
assisted  the  Commission  in  the  disposition  of  the  Consolidated 
Classification  case,  in  which  nearly  15,000  pages  of  testimony 
were  taken.  Mr.  Colquitt's  friends  refer  to  him  as  Joseph 
Classification  Colquitt. 

Mr.  Colquitt  has  been  retained  by  the  Food  Packers'  Traffic 
Association  to  present  a  formal  complaint  to  the  Commission 
involving  Official  Classification  ratings  on  food  products  packed 
in  glass. 


H.  N.  Roberts  has  been  appointed  traffic  manager  for  the 
Wichita  Falls  &  Southern,  at  Wichita  Falls.  Tex.,  vice  C.  L. 
Fontaine,  who  resigned. 

The  name  of  the  Traffic  Executive  Committee,  Eastern  Ter- 
ritory, has  been  changed  to  the  Traffic  Executive  Association, 
Eastern  Territory.  R.  N.  Collyer  is  chairman  and  J.  Gott- 
schalk,  secretary,  with  headquarters  in  New  York  City. 

P.  W.  Clarkin  has  been  appointed  division  freight  agent 
for  the  Canadian  National  Railways,  at  Charlottetown,  P.  E.  I., 
vice  A.  McDonald,  who  retired. 

H.  J.  Early  has  been  appointed  assistant  general  freight 
ajji-nt.  for  the  Denver  &  Rio  Grande  Western,  at  Denver. 

W.  V.  Degan  has  been  appointed  transportation  manager 
and  freight  claim  agent  for  the  North  American  Fruit  Ex- 
change, succeeding  F.  X.  Baur,  who  resigned. 

H.  W.  Bondurant  has  been  appointed  commercial  agent,  for 
the  Southern  Railway,  at  Cincinnati.  He  has  been  succeeded 
as  freight  traffic  representative  for  the  same  road  at  Cincinnati 
by  Ralph  Shropshire. 

William  B.  Roberts,  assistant  traffic  manager  for  the  Stand- 
ard Oil  Company,  died  at  his  home  in  Oakland,  Cal:,  April  24. 
Mr.  Roberts  began  traffic  work  with  the  Santa  Fe  in  1894  ;m<l 
had  been  with  the  Standard  Oil  Company  since  1907. 

The  A.  T.  £  S.  F.  announces  that,  effective  May  6,  J.  R. 
llaydcn  is  appointed  assistant  traffic  manager,  with  headquar- 
ters at  San  Francisco,  with  jurisdiction  over  freight  and  pas- 
senger traffic.  He  has  been  general  industrial  agent.  Paul  P. 
Hastings  becomes  general  freight  agent  at  San  Francisco.  For 
the  last  two  years  he  has  been  connected  with  the  Transcon- 


tinental Freight  Bureau  in  Chicago  as  a  member  of  the  stand- 
ing rate  committee.  Before  that  he  was  assistant  general  freight 
agent  of  the  Santa  Fe  at  San  Francisco.  The  Santa  Fe  an- 
nounces that,  at  his  urgent  request,  H.  P.  Anewalt,  general 
freight  agent  at  Los  Angeles,  is  allowed  to  remain  in  that  city. 

In  connection  with  m£  reopening  of  the  Dollar  Steamship 
Line  "Round  the  World  Service"  from  the  port  of  Boston,  the 
North  Atlantic  and  Western  Steamship  Company,  New  England 
agents,  announce  the  appointment  as  foreign  freight  agent  of 
Louis  A.  Stopp,  for  many  years  traffic  manager  of  the  Warren 
Lines  and  for  the  last  two  years  with  Furness,  Withy  Company. 
Mr.  Stopp  has  been  connected  with  steamship  interests  prac- 
tically all  his  life  and  is  considered  an  authority  on  foreign 
traffic. 

The  New  York  Central  has  announced  the  following  ap- 
pointments: J.  F.  Fairlamb.  auditor  of  revenue,  succeeding 
W.  T.  McCulloch,  who  died.  J.  S.  Conover  and  J.  McKentrick, 
assistant  auditors  of  revenue,  all  at  New  York. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

George  C.  Smith,  director  of  the  industrial  bureau,  Board 
of  Trade  of  Baltimore,  spoke  on  "Industrial  Baltimore"  at  the 
meeting  of  the  Traffic  Club  of  Baltimore,  at  the  Hotel  Rennert, 
May  2.  Dr.  E.  V.  McColIum.  of  Johns  Hopkins  University,  spoke 
on  "Nutrition  and  Physical  Efficiency."  Plans  for  a  summer 
outing  are  being  discussed  by  the  club. 


Colonel  Holman  James  of  Australia  spoke  on  "International 
Relationships"  at  the  noon  luncheon  of  the  Chicago  Traffic  Club 
at  the  Hotel  La  Salle,  May  4. 


Plans  for  the  first  meeting  of  the  National  Association  of 
Traffic  Clubs,  to  be  held  at  the  La  Salle  Hotel,  Chicago,  May  15 
to  17.  have  been  practically  completed.  The  following  additional 
clubs  have  selected  delegates:  Traaffic  Club  of  Cincinnati  G. 
C.  Van  Zandt  and  T.  M.  Renshaw;  Pittsburgh  Traffic  Club  (addi- 
tional delegate),  C.  C.  McCarthy,  chairman  of  the  board;  Traffic 
Club  of  Elmira  (additional  delegate),  J.  J.  De  Laney,  president; 
Houston  Traffic  Club,  J.  F.  Hennessy,  Jr.,  ex-president;  Trans- 
portation Club  of  Tulsa,  E.  E.  Carter  and  E.  C.  Kitching. 


Co-ordination  of  all  shipping  facilities — the  railroads,  the 
highways  and  coastwise  shipping — was  recommended  in  a 
speech  by  Donald  D.  Conn,  head  of  the  transportation  division 
of  the  Agricultural  Inquiry,  before  the  Traffic  Club  of  Minne- 
apolis, April  25.  The  first  step  in  such  co-ordination,  he  said, 
ought  to  be  to  determine  just  what  transportation  facilities  the 
country  possesses.  "Then  a  study  should  be  made,"  he  con- 
tinued, "to  determine  where  each  class  of  transportation  may 
best  serve  the  public  interest  and  slowly  the  results  of  the  plan 
should  be  promulgated.  We  have  no  centralized  authority  now 
undertaking  it.  We  have  no  tribunal  to  acquaint  the  public — 
there  is  no  subject  upon  which  they  are  less  informed.  In  the 
report  of  the  joint  commission  of  Congress,  made  public  today, 
that  body  advocates  the  establishment  of  a  national  transporta- 
tion institute — an  organization  not  to  be  supported  by  govern- 
ment appropriation,  but  rather  by  the  public,  by  industries,  by 
agriculture,  and  by  transportation.  I  hope  you  will  give  it  your 
earnest  thought  and  consideration.  No  government  body  can 
or  ever  will  do  this  work  satisfactorily."  Mr.  Conn  recommended 
the  abolition  of  the  Labor  Board  and  said  its  existence  tended 
to  increase  the  difficulties  between  carriers  and  their  employes 
rather  than  to  decrease  them.  "The  public  never  anticipated 
that  the  Labor  Board  would  deal  with  every  petty  dispute  aris- 
ing between  employer  and  employe,"  he  said.  "However,  this 
is  just  exactly  what  has  happened.  Wages  were  reduced  in  out- 
side industry  last  year,  but  the  Labor  Board  has  just  finished 
hearings  on  a  contemplated  reduction  predicated  out  upon  facts 
obtained  in  the  year  1921.  The  board  does  not  commence  to 
act  until  the  country  passes  an  entirely  new  cycle  in  its  eco- 
nomic development.  Aside  from  the  personnel  of  the  board,  the 
fundamentals  upon  which  it  rests  violate  every  principle  of  our 
social  order,  and,  to  me,  the  great  problem  before  the  shippers 
of  this  country  is  to  insist  upon  the  re-establishment  of  relations 
between  railroad  employer  and  railroad  employe  which  are  eco- 
nomically sound,  and  which  do  not  tend  to  disrupt  the  free  work- 
ing of  natural  relations  upon  each  railroad  governed  by  condi- 
tions surrounding  its  particular  operation.  Until  this  is  done 
the  public  will  continue  to  pay  for  something  it  does  not 
receive." 


At  a  meeting  of  the  Traffic  Club  of  the  Jamestown,  N.  Y., 
Chamber  of  Commerce,  April  19,  Walter  Shaw,  president  of  the 
Jamestown  Engineering  Society,  explained  plans  for  repairing 
the  harbor  at  Barcelona,  N.  Y.,  so  that  canal  boats  could  put 
directly  into  it  from  Buffalo.  R.  F.  Trumper,  traveling  freight 
and  passenger  agent  for  the  C.  M.  &  St.  P.,  spoke  on  the  elec- 
trification of  railroad  lines  and  the  advantage  of  hauling  freight 
by  electricity. 
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Port  of 

New  Bedford 


(Mass.) 


The  Southern  Gateway 

of 

Industrial  New  England 


Rapidly  growing  as  shipping  point  for 

Azores  Islands 
Cape  Verde  Islands 
Lisbon,  Portugal 
Mediterranean  Ports 

Has  large  sheltered  harbor. 
Channel  depth  25  ft.  at  low  tide. 

Modern  steel  and  concrete  pier  accommo- 
dations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y.  N.  H.  &  H.  railroad  with 
tracks  direct  from  pier. 

1.250,000  sq.  ft.  modern  warehouse  space, 
part  of  which  is  at  water's  edge. 

Much  Quicker  Service  and  Lower 

Handling  Charges  Than  in  Most 

of  the  More  Congested  Ports 


An  Opportunity  for  Shipping  Men! 

Rccof  nizcd  a*  the  chief  cotton  concentration 
point  in  New  England,  this  port  handle* 
annually  750.000  bales. 

Mills  consuming  1,250.000  bale*  each  year 
arc  within  easy  motor  trucking  distance. 

This  cotton  could  come  more  cheaply  by 
water  and  would  do  so  if  direct  water  Conner  - 
tion  with  Southern  ports  were  established. 


Full  Co-operation  in  Developing  Port  Traffic 
Will  Be  Given  by 
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8.8.  GEORGIAN    (rU    Norfolk   and    Bo«lon>  ...Mar  20 
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RATES  ON  CEMENT 

The   Traffic   World    Washington   Bureau 

The  Commission,  by  means  of  its  order  in  I.  and  S.  No. 
1534,  issued  April  29,  has  help"  up,  at  least  until  it  can  investi- 
gate, a  new  phase  of  the  carrier  and  cement  manufacturer  com- 
petition in  which  the  railroads  and  manufacturing  companies 
have  long  been  involved  over  the  question  as  to  proper  rates 
from  the  Lehigh  and  Hudson  producing  districts,  to  New  York 
Harbor  and  New  England  destinations.  In  that  order  it  suspended 
schedules  filed  by  the  Central  of  New  Jersey,  Lackawanna,  Le- 
high &  New  England,  Reading,  and  Lehigh  Valley,  dated  to  be 
effective  May  1,  in  which  they  proposed  a  reduction  in  the  rate 
on  cement  from  the  Lehigh  district  to  New  Jersey  tidewater 
points,  for  transshipment  beyond,  from  10  to  7  cents.  The 
schedules  were  suspended  until  August  29. 

Protest  against  the  proposed  reduction  was  made  by  the 
Atlas  Portland  Cement  Company  on  the  ground  that  the  reduc- 
tion in  the  transshipment  rate  proposed  would  put  cement  from 
the  Lehigh  district  into  New  England  at  rates  so  much  lower, 
relatively  speaking,  than  from  the  Hudson  district,  right  at  the 
west  door  of  New  England,  as  to  make  the  lower  rate  a  traffic 
scandal. 

Coincidentally  with  the  filing  of  schedules  cutting  the  trans- 
shipment rate,  the  carriers  filed  sixth  section  applications  for 
permission  to  make  a  rate  on  cement  to  New  York  harbor  point 
deliveries  of  11  cents  instead  of  14  cents.  They  did  that  so  as 
to  remove  any  question  of  fourth  section  violation  that  might 
be  created  by  the  publication  of  the  7-cent  rate  to  the  Jersey 
shore  points  for  transshipment  beyond.  The  possibility  of  fourth 
section  violation  was  raised  by  the  fact  that  their  rate  to  New 
York  proper  was  14  cants.  The  transshipment  rate  of  7  cents  to 
Jersey  shore  points  would  have  made  it  possible  to  get  cement 
into  New  York,  in  competition  with  that  14-cent  rate,  for  11  cents, 
the  assertion  being  that  lighterage  from  the  Jersey  shore  points 
could  be  had  for  four  cents. 

The  railroads  serving  the  Jersey  shore  points  proposed  the 
reduction  to  them  on  the  ground  that  they  were  losing  revenue 
to  which  they  were  entitled  by  what  they  claimed  to  be  the  fact 
that  the  Hudson  district  mills  were  obtaining  barge  transpor- 
tation, down  the  Hudson,  that  enabled  them  to  bring  cement  to 
the  Manhattan  shore  line  for  about  6  cents  per  100  pounds  and 
that  a  7-cent  transshipment  rate  to  the  Jersey  shore  would 
enable  them  to  bring  some  cement  from  the  Lehigh  district  to 
New  York  harbor  points  in  competition  with  the  barge  service 
down  the  Hudson  River.  The  barge  service  is  not  under  the 
control  of  the  Commission.  Rates  for  that  kind  of  transporta- 
tion are  beyond  its  control.  The  Commission,  however,  by  sus- 
pending the  proposed  cut,  declined,  pro  tempore,  at  least,  to 
recognize  the  supposed  competition  via  the  Hudson  as  a  reason 
for  establishing  a  rate  to  the  Jersey  shore  points,  which  when 
used  for  making  rates  into  New  York  City  and  into  New  Eng- 
land, in  theory,  at  least,  if  not  in  fact,  would  put  the  Lehigh 
cement  into  those  regions  at  a  lower  freight  rate  than  from  the 
Hudson  district. 

The  relationship  of  rates  from  the  competing  districts  has 
been  under  consideration  in  a  number  of  formal  cases  on  the 
allegation  of  the  Hudson  mills  that  the  rates  from  the  Lehigh 
district  into  New  England  unduly  preferred  that  district.  The 
Commission  has  not  agreed  with  that  contention.  In  those  cases 
the  Lehigh  district  contended  that  the  barge  transportation  on 
the  Hudson  River  gave  the  Hudson  district  an  advantage  more 
than  offsetting  the  advantage  the  Lehigh  mills  were  supposed 
to  have  by  reason  of  the  lower  rates,  considered  on  a  mileage 
basis  alone. 


TRANSHIPMENT  RATES 

The   Traffic   World    Washington  Bureau 

Transshipment  rates  throughout  the  country  are  receiving 
more  attention  at  the  hands  of  members  and  employees  of  the 
Commission  now  than  probably  ever  before,  because,  in  several 
instances,  it  has  been  asserted  or  intimated  that  they  are  being 
used  in  such  way  as  to  cause  fourth  section  violations.  The 
attention  that  is  being  bestowed  on  them  is  indirect.  In  only 
the  so-called  bunker  investigation  are  the  rates  themselves  in 
question.  The  latest  instance  in  which  any  question  about  a 
transshipment  rate  has  been  raised  is  in  connection  with  the 
proposal  of  the  lines  serving  the  Lehigh  cement  district  to 
cut  the  rate  on  cement  to  Jersey  shore  points  on  traffic  intended 
for  beyond  from  11  to  7  cents.  That  proposal  was  suspended  to 
the  end  of  August,  on  the  protest  of  the  Hudson  district  interests. 

In  the  cement  rate  case,  the  suggestion  was  that  a  trans- 
shipment rate  of  7  cents  to  Jersey  shore  terminals  would  result 
in  putting  cement  into  New  England  for  less  than  14  cents,  the 
latter  being  the  rate  to  New  York  lighterage  points,  in  violation 
of  the  aggregate  of  intermediates  part  of  the  fourth  section, 
the  theory  being  that  lighterage  from  the  Jersey  terminals  to 
points  on  Long  Island  and  in  New  York  City  would  be  less 
than  the  difference  between  the  7  cent  transshipment  rate  and 
the  14  cent  rate  to  New  York  City,  both  established  and  main- 
tained by  the  lines  serving  the  Lehigh  district.  To  avoid  a 


suggestion  that  the  transshipment  rate  would  cause  a  violation 
of  that  part  of  the  law,  the  Lehigh  district  lines  proposed  to 
cut  the  rate  to  New  York  lighterage  points  by  the  same  amount 
they  were  proposing  to  cut  the  transshipment  rate.  The  two 
proposals  were  submitted  at  the  same  time  and  put  on  the 
suspension  docket  the  same  day. 

The  testimony  taken  by  the  Commission  in  the  so-called 
bunker  coal  case  was  all  in  repudiation  of  the  theory  that  the 
so-called  bunker  rate  was  a  rate  based  on  the  use  to  which 
the  coal  was  to  be  put  and  in  denial  of  the  suggestion  that  the 
fourth  section  was  being  violated  if  and  when  the  coal  that  had 
moved  to  tidewater  on  transshipment  rates  might  be  taken  to 
a  point  inside  or  outside  the  Chesapeake  capes  and  delivered 
to  a  point  to  which  the  carriers  that  had  made  the  trnsship- 
ment  rate,  for  a  total  charge  less  than  the  all-rail  local  rate  at 
the  final  destination.  The  theory  on  which  the  Commission 
had  instituted  that  investigation  was  attacked  by  every  shipper 
and  every  railroad  man  who  testified  in  the  one  day  of  hearing 
held  by  Examiner  Bartel.  Some  of  the  railroad  men,  by  impli- 
cation, admitted  that  there  might  be  a  fourth  section  question 
at  points  to  which  coal  might  be  taken  by  boat  at  a  combina- 
tion of  transshipment  rate  and  boat  line  rate  less  than  the 
all-rail  charge.  Those  who  denied  that  proposition,  in  effect, 
argued  that  it  -was  not  a  violation  of  the  fourth  section  for  a 
rail  carrier  to  make  an  all-rail  rate  to  a  given  point  which  might 
prove  to  be  higher  than  the  combination  of  the  transshipment 
rate  and  the  boat  line  rate.  It  might  be  an  undue  preference, 
if  the  point  at  which  the  combination  made  lower  than  the 
all-rail  could  show  that  it  also  was  entitled  to  a  transshipment 
rate  because  it  had  a  boat  line  plying  from  it  to  some  other 
point,  but  not  a  fourth  section  violation. 

There  have  been  intimations  that  the  lake  cargo  coal  rates 
are  also  used  at  times  to  cut  the  all-rail  rates  but  the  recitation 
of  alleged  facts  in  support  of  that  allegation  are  not  specific. 
The  intimation  is  that  lake  cargo  coal  has  been  delivered  into 
barges  and  the  barges  taken  to  other  lake  ports  and  the  coal 
delivered  locally  for  a  total  transportation  cost  less  than  the 
all-rail  rates  to  the  port  of  final  destination.  But  even  if  the 
allegation  had  been  proved  to  be  the  same  as  the  fact,  the  query 
would  continue  to  be  how  that  could  be  held  to  be  in  violation 
of  the  fourth  section  because  the  rail  carrier  that  made  the 
transshipment  rate  would  not  be  responsible  for  the  charge  of 
the  boat  line  lower  than  the  difference  between  the  transship- 
ment and  the  port  proper  rates. 


RATES  ON  PETROLEUM 

The  Traffic   World   Washington  Bureau 

On  the  protest  of  Empire  Refineries,  Inc.,  the  Commission 
has  suspended,  in  I.  and  S.  No.  1536,  from  May  2  to  August  30, 
supplements  Nos.  2  and  3  of  Leland's  I.  C.  C.  1515,  filed  to 
become  operative  May  2.  In  those  supplements  Leland  under- 
took to  establish  joint  rates  on  petroleum  from  Oklahoma 
points  of  origin  to  refining  points  in  Kansas  where  there  is 
none  now.  In  the  protest  the  oil  company  contended  the  joint 
rates  set  forth  in  the  supplements  would  be  higher  than  the 
lowest  combinations  and  not  in  accordance  with  the  basis  upon 
which  Leland  was  supposed  to  be  making  his  joint  rates.  In  its 
announcement  on  the  suspension,  the  Commission  said: 

The  suspended  schedules  propose  new  rates  on  petroleum  and 
petroleum  products,  carloads,  from  Gushing,  Muskogee  and  Vinita, 
Okla.,  to  destinations  in  Kansas.  There  are  at  present  no  through 
rates  between  the  points  involved,  except  in  a  few  cases,  and  it 
appears  that  the  proposed  rates  are  being  established  partly  in  antici- 
pation of  the  proposed  cancellation  of  the  rules  for  constructing 
combination  rates  from  the  tariffs  of  individual  carriers  and  partly 
because  this  rule  has  already  been  cancelled  from  some  tariffs,  which 
tariffs  are  used  in  figuring  the  factors  used  in  constructing  com- 
binations as  a  basis  for  through  rates.  The  following  statement 
is  illustrative: 

From  Gushing,  Okla.,  to  Elkhart,  Kans.,  present  combination 
rate  86%;  proposed  through  rate  91.  From  Gushing,  Okla.,  to  Hago- 
lancl,  Kans.,  present  combination  rate  78%;  proposed  through  rate  81. 


LUMBER  TARIFFS  SUSPENDED 

The  Tra'ffic   World   Washington  Bureau 

In  No.  1535  the  Commission  has  suspended  from  May  1 
until  August  29,  1922,  schedules  published  in  Supplements  Nos. 
9  and  10  to  Countiss'  tariff  I.  C.  C.  No.  1092.  The  suspended 
schedules  propose  increases  in  rates  on  lumber  from  producing 
points  in  California  to  destinations  in  Minnesota  and  Wisconsin. 
The  present  rate  from  the  so-called  coast  group  is  66%  cents, 
and  from  the  Truckee  and  Hawley  groups,  62%  cents  per  100 
pounds,  and  it  is  proposed  to  establish  a  rate  of  73  cents  from 
the  coast  group  and  70  cents  from  the  Truckee  and  Hawley 
groups. 

The  suspended  rates,  according  to  the  allegations  of  the 
protestants,  would  be  higher  than  those  prescribed  by  the  Com- 
mission in  the  case  in  which  the  question  was  as  to  whether 
the  northern  transcontinental  carriers  might  make  rates  from 
the  California  groups  higher  than  from  the  north  coast  groups, 
and  thereby  do  what  they  could  to  exclude  from  eastern  markets 
lumber  from  Califarnia  points  on  which  they  would  receive 
divisions  lower  than  the  rates  on  lumber  on  groups  on  their 
own  lines  on  the  north  coast. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttomt  Houie  Broken,  Forwarding 
and  Clearing  Houte  Agent t 

LAREDO,  TEXAS 

Branch**  In  all  Principal  CitlM  In  th.  R. public  ol  Mexico 


Originators  of  package  car  service  .to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texa«, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  train* 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


The  Port  of 
Houston,  Texas 


Houston  has  been  a  port  only  three  years. 
N..W  fourth  cotton  port  .of  the  United  States. 
Many  shippers  are  just  discovering' that  it  is  a  port. 
Are  you  one  of  the  many? 

Just  this  month  two  new  Steamship  Lines  entered 
Houston. 

The  I^ickcnbach  Lini'  with  regular  service  from  and 
to  the  Pacific  Cua*t  ports. 

The  d'ulf  States  Steamship  Company,  with  regular 
M-rvii-e  heturen  Ni-w  (Mean-  ;mi|  Houston,  connect- 
ing with  the  Mississippi-Warrior  Barge  Line  at  New 
Orleans. 

What  has  Houston  done  to  take  care  of  the  increased 
business? 

There  i*  under  construction  now  a  wharf  500  feet 
Jong.  86,400  square  feet  of  covered  space  backed  by 
.'vOO.OOO-bushej  grain  elevator  with  conveyor  to  ship- 
.«ide;  will  be  in  operation  by  August. 

Enlarging    cotton    wharf    120x800    square    feet    of 
covered  space;  will  be  in  operation  about  May  15. 

Conveyor  with  capacity  of  90  tons  per  hour  being 
installed  to  connect  wharf  and  concrete  storage 
warehouse. 

High-power  piling,  stacking  and  convoying  machines 
being  constructed. 

Does  this  look  like  progress? 

Mr.  Traffic  Man,  could  not  Houston  serve  you? 

For  further  information  address 


DIRECTOR  OF  THE  PORT 
City  Hall  Houston,  Texas 
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SIMPLIFICATION  OF  TARIFFS 

The  Traffic  World  Washington  Bureau 

The  subject  of  .simplification  of  tariffs  (see  Traffic  World, 
April  15,  p.  808)  has  brought  hundreds  of  letters  to  the  Com- 
mission, nearly  all  commendatory.  The  letters  show,  however, 
that  simplification  does  not  always  mean  the  same  thing  to  all 
shippers.  For  instance,  one  well-known  traffic  man  is  of  the 
impression  that  simplification  would  consist  of  ordering  the 
Pennsylvania,  now  publishing  its  tariffs  on  its  own  account,  to 
join  in  the  Kelly  tariffs,  thereby  bringing  Central  Freight  Asso- 
ciation rates  into  one  publication.  Another  equally  prominent 
traffic  man  objects  to  that  because  his  shipping  point  is  on  the 
Pennsylvania  and  much  of  his  traffic  has  destination  on  that 
system.  That  divergence  of  view,  it  is  believed,  shows  how 
great  a  task  the  Commission  has  undertaken.  The  argument  in 
behalf  of  the  first-mentioned  view  is  that  the  Kelly  publication 
purports  to  show  the  rates  in  Central  Freight  Association  ter- 
ritory, but  does  not  because  the  rates  to  and  from  stations  on 
(he  Pennsylvania  are  now  shown  therein.  The  contention  is 
that  the  Kelly  publication  is  about  the  same  as  would  be  what 
purported  to  be  the  Revised  Statutes  of  the  United  States  that 
did  not  contain  the  interstate  commerce  and  related  statutes 
because  the  latter  on  account  of  the  great  demand  therefor  were 
published  in  a  separate  and  smaller  volume. 

Conferences  on  the  subject  of  the  revision  of  Tariff  Circular 
18-A  have  been  held  by  the  men  in  the  tariff  section  of  the  Com- 
mission's traffic  division  within  the  week,  in  which  the  simplifi- 
cation of  tariffs  was  the  uppermost  aspect.  They  were  attended 
by  F.  E.  Williamson,  J.  H.  Beek,  William  J.  Pitt  and  J.  H.  Don- 
nell,  representing  the  National  Industrial  Traffic  League;  W.  J. 
Sedgman,  the  Atlantic  Seaboard  Freight  Bureau;  F.  A.  Leland, 
the  Southwestern  Freight  Bureau;  A.  E.  Cooke,  assistant  to  the 
chairman  of  the  Western  Trunk  Line  committee,  Chairman  Boyd 
being  unable  to  attend;,.  R.  H.  Countiss,  the  Transcontinental 
Freight  Bureau;  A.  C.  Fonda,  Texas  Tariff  Bureau;  B.  T.  Jones, 
Central  Freight  Association  Tariff  Bureau;  F.  L.  Speiden,  Louis- 
ville Freight  Bureau;  N.  W.  Hawkes,  New  England  Freight  As- 
sociation Tariff  Bureau;  W.  S.  Curlett,  Trunk  Line  Tariff  Bureau; 
C.  E.  Lowrey,  assistant  general  freight  agent  of  the  Chesapeake 
&  Ohio;  and  J.  H.  Glenn,  Atlanta  Freight  Tariff  Bureau. 

Broadly  speaking,  the  position  of  the  tariff  publishing  agents 
was  that  the  proposed  simplification  would  cost  much  money 
and  increase  the  bulk  of  the  publications  for  the  benefit  of  not 
more  than  five  per  cent  of  those  using  them.  Their  point  was 
that  ninety-five  per  cent  of  those  using  the  publications  were 
experts  and  had  no  difficulty  in  alternating  fifteen  or  twenty  sec- 
tions, one  against  all  others  and  that  the  other  five  per  cent 
would  be  almost  as  much  bewildered  by  the  simplified  publica- 
tions as  they  are  now;  therefore  why  embark  upon  changes  the 
end  of  which  was  not  perceptible  to  those  who  had  been  dealing 
with  the  subject  for  many  years.  They  did  not  oppose  changes, 
they  said,  where  some  one  could  show,  with  reasonable  cer- 
tainty, that  the  changes  would  be  a  benefit  and  not  merely  the 
use  of  an  elephant  gun  for  the  killing  of  a  peewee. 

One  of  the  suggestions  put  forward  by  the  men  of  the  Com- 
mission was  that  the  alternative  sections  be  limited  to  three. 
The  tariff  agents,  in  principle,  agreed  it  would  be  a  good  thing 
to  reduce  the  number  of  such  sections,  but  they  doubted  whether 
three  would  be  enough. 

Another  suggestion  was  the  elimination  of  all  sections  re- 
quiring the  making  of  computations  by  shippers  or  carriers,  ex- 
cept where  such  might  be  specifically  authorized  by  the  Com- 
mission. 

A  third  suggestion  was  that  wherever  there  was  an  exception 
to  a  general  basis  of  rates,  the  exception  be  brought  into  juxta- 
position with  the  general  basis,  so  the  man  desiring  to  know 
whether  there  were  any  exceptions  to  the  general  basis,  would 
know  that  if  there  were  any  such  they  would  be  found  by  spe- 
cific reference.  For  instance,  if  the  general  basis  of  rates  on  iron 
and  steel,  from  Baltimore  rate  points  to  points  in  Kansas  within 
100  miles  of  the  Missouri  River,  was  the  rate  to  Kansas 
City,  then  if  and  when  it  was  desired  to  give  a  point  within  the 
Baltimore  rate  district,  a  rate  differing  from  that  basis,  to  a 
point  within  that  100  mile  distance  from  the  Missouri  Biver,  the 
Commission  men  contended,  there  should  be  a  specific  reference 
to  that  exception,  carried  so  near  the  'basis  item  that  it  could  not 
be  overlooked. 


COAL  PRODUCTION  REPORT 

Production  of  bituminous  coal  in  the  fourth  week  of  the 
coal  miners'  strike  probably  exceeded  4,000,000  tons,  the  Geo- 
logical Survey  says  in  its  current  coal  report.  Telegraphic 
reports  for  the  week  April  24-29  indicated  a  definite  increase 
over  the  week  ended  April  22  when  the  production  was  3,560,000 
net  tons.  The  loading  each  day  for  the  first  four  days  of  the 
week  ended  April  29  reached  or  exceeded  12,000  cars.  In  the 
week  ended  April  22  the  average  daily  number  of  unbilled  cars 
of  bituminous  coal  at  the  mines  was  22,836,  as  against  26,350 
in  the  preceding  week. 

The   movement   of   coal    across    the    Hudson    continued    to 


decline  during  the  third  week  of  the  strike.  According  to 
reports  from  the  carriers,  371  cars  of  anthracite  and  947  cars 
of  bituminous  coal  were  forwarded  through  the  rail  gateways 
of  Harlem  River,  Maybrook.  Rotterdam,  Mechanicsville,  Troy, 
and  Albany.  Anthracite  shipments  were  approximately  one- 
ninth  and  bituminous  shipments  one-third  of  those  in  the  week 
preceding  the  strike.  The  lowest  mark  recorded  for  any  week 
during  the  1919  strike  was  149  cars  of  soft  coal. 

Shipments  of  coal  through  Hampton  Roads  declined  slightly 
in  the  third  week  of  the  strike.  A  total  of  366,373  net  tons  was 
handled,  against  375,235  tons  in  the  week  preceding.  Of  the 
total  dumpings  205,567  tons  were  billed  to  New  England  and 
35,526  tons  were  exports.  The  tonnage  for  other  coastwise  trade 
increased  from  51,834  to  86,574  tons. 


COAL  DIVISIONS  TO  L.  &  N. 

The   Traffic   World    Washington   Bureau 

Application  for  a  specific  order  requiring  its  connections 
north  of  the  Ohio  River  to  increase  their  specific  divisions  on 
coal  to  it,  in  accordance  with  the  Commission's  conclusion  on 
page  264  in  its  report  on  Ex  Parte  74,  has  been  made  by  the 
Louisville  &  Nashville.  It  desires  an  order  requiring  an  increase 
in  divisions  on  soft  coal,  to  bring  them  up  to  the  40  per  cent 
basis,  out  of  rates  on  traffic  from  the  so-called  inner  crescent 
mines.  Between  August  26,  1920,  and  March  3,  1921,  its  division 
out  of  rates  from  the  inner  crescent  mines  was  on  the  basis  of 
only  33%  per  cent  greater  than  they  had  been  prior  to  the  first 
mentioned  date.  March  3,  1921,  the  increase  in  its  divisions  was 
put  up  from  the  33%  per  cent  to  40  per  cent  basis,  as  it  claims 
was  contemplated  by  the  Commission  in  its  report  on  Ex  Parte 
74. 

The  Louisville  &  Nashville,  in  its  application  for  a  specific 
order  requiring  the  40  per  cent  increase  basis  to  date  from  Aug- 
ust 26,  1920,  said  its  situation  differed  from  that  of  other  car- 
riers hauling  coal  from  the  inner  crescent,  particularly  the  Ches- 
apeake &  Ohio,  the  Norfolk  &  Western  and  the  Baltimore  &  Ohio 
in  that  they  obtained  the  40  per  cent  advance  on  traffic  from 
that  inner  crescent  from  August  26,  1920,  and  onward,  while  it  did 
not  obtain  as  large  a  division  as  it  thinks  the  Commission  in- 
tended it  should  have  bad,  until  March  3,  1921,  and  onward. 

Its  failure  to  obtain  the  larger  division,  it  pointed  out,  was 
not  due  to  any  negligence  on  its  part.  Immediately  after  the 
Commission's  decision  was  put  out,  it  undertook  to  revise  rates 
from  the  inner  crescent  mines  on  its  rails  so  as  to  obtain  the 
benefit  of  the  40  per  cent  advance  and  restore  the  relationships 
prior  to  August  25.  It  put  forth  its  proposal  in  that  regard  in 
its  I.  C.  C.  A-14762,  issued  August  28,  1920,  to  become  effective 
October  5.  That  tariff,  however,  was  suspended  in  I.  and  S.  No. 
1214.  After  investigation,  the  rates  therein  proposed  were  ap- 
proved and  a  tariff  of  like  effect  was  allowed  to  become  operative 
March  3,  1921.  Concurrently  with  the  tariff  the  Louisville  & 
Nashville  issued  its  division  sheets  bringing  the  divisions  up  so 
as  to  give  it  the  benefit  of  the  40  per  cent  advance,  out  of  the 
parts  of  the  rates  accruing  to  the  lines  north  of  the  Ohio  River. 

Neither  the  tariff  nor  the  division  sheets  could  be  made 
retroactive  to  the  day  when  the  Louisville  &  Nashville  now 
claims  it  was  entitled  to  the  higher  rates  and  the  increased  divi- 
sions. The  Chesapeake  &  Ohio,  Norfolk  &  Western  and  the  Bali- 
more  &  Ohio,  however,  obtained  the  benefit  of  the  increased 
rates  and  inflated  divisions  from  August  26.  1920,  to  March  3, 
1921,  while  in  the  period  between  those  dates  the  Louisville  & 
Nashville  had  the  benefit  of  an  increase  smaller  than  it  claims 
the  Commission  intended  it  to  have.  The  shippers  who  for- 
warded their  coal  on  rates  increased  only  33%  per  cent  cannot 
be  made  to  pay  the  higher  rates  to  Louisville  &  Nashville  says 
the  Commission  intended  it  to  have,  but  its  application  suggests 
the  railroads  north  of  the  Ohio  can  be  made  to  pay  the  increased 
divisions,  if  the  Commission  will  issue  the  necessary  order. 

The  part,  of  the  Commission's  decision  in  Ex  Parte  74  on 
which  the  Louisville  &  Nashville  bases  its  application  is  as 
follows: 

In  many  cases,  divisions  between  carriers  are  in  the  form  of 
specific  amounts  per  unit.  It  is  obvious  that  unless  divisions  of  this 
character  be  increased,  such  lines  will  receive  no  benefit  from  the  in- 
creases herein  approved,  while  the  other  carriers  will  receive  more 
than  the  respective  percentage  increases  applicable  to  the  traffic.  It  Is 
concluded  that  where  carriers  earn  specific  amounts  as  their  compen- 
sation out  of  through  rates  or  fares,  such  amounts  should  be  increased 
in  the  same  percentages  as  the  through  rates  or  fares.  Where  the 
divisions  of  carriers  participating  in  through  rates  or  fares  are  in  fixed 
amounts  per  unit  and  are  absorbed  by  other  carriers,  such  absorptions 
should  be  increased  in  the  same  percentage  as  the  through  rates  or 
fares. 


WINSTON-SALEM  TERMINAL  BONDS 
The  Southern  Railway,  the  Norfolk  &  Western,  and  the 
Winston-Salem  Southbound  Railway  Company,  in  petitions  filed 
with  the  Commission,  ask  permission  to  guarantee  an  issue  of 
$700,000  of  5  per  cent  first  mortgage  gold  bonds  of  the  Winston- 
Salem  Terminal  Company.  The  bonds  will  be  issued  in  con- 
nection with  the  proposed  construction  of  a  new  passenger  ter- 
minal station  at  Winston-Salem,  N.  C. 
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CHICAGO 

Jos.  Stockton  Transfer  Co. 

1000  South  Canal  Street,  naar  Taylor  »«r»*t 


r«amlng  of   Evtry    Description — City   D«llv»ry 
Distributor* 


•  arvto*  and   Carleaa 


WACO,  TEXAS 


Reduce  Damage  Claims 

by  nailing  your  boxes  and  crate*  right.     Use  nails  of  the 

right  size,  spaced  to  suit  the  kind  and  thickness  of  wood 

uaed.     Our  pamphlet  on  nailing  tells  you  how.     It  is  free. 

Write  for  it. 

National  Association  of  Box  Manufacturers 

ISS3  Conw.y  Building.  Chicago 


SAVANNAH,      GEORGIA 

Storage     Pool  Cars  Our  Specialty 

H.  H.  BRADLEY  &  CO. 

Personal  Service  Quick  Despatch 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


BALTIMORE 


PORTLAND.  ME. 


OUUN3TOWN 

PLYMOUTH 

LONDON 

LONDONDUMY 

CHERBOURG 


HAMBURG 

MEDITERRANEAH 

LIVERPOOL 

SOUTHAMPTON 

LEVANT 

rt*Hjf*p~rt  rr*tfkl  Shift 

(  OMPANY-S  OP F I  CM.  <  un«r«  B 
S.  W.  COT.  Dixt.ia  «~d  Randolph  Sta. 


GLASGOW 
HAVRE 
ROTTERDAM 
DANZIG 


-itntt  : 

illdlng.  CHICAGO 
Tiliphom  C—itr.l  MM 


General  Freight  Service  Association 

ORPORATED) 

Transportation  and  Traffic  Specialists 

710-11-12  Lmck4e  Gas  Light   Bldg..  St.  Louis,  Mo. 

Writ*  for  list  of  clients  who  will  advise  you  of  our 
prompt  and  efficient  service  in  securing  refund  of  over- 
charges  in  paid  freight  bills  and  settlement  of  loss  and 
damage  claims.  We  secure  results  after  other*  have 
failed. 

A  trial  of  our  service  will  make  you  a  permanent  and 
satisfied  client. 

We  handle  business  from  all  parts  of  the  United  States. 
id  for  descriptive  circular  of  our  complete  service. 

I  ni. .n    M.itinn   Trust   Co.,   St.   Louis,   Mo. 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

One  Block  on  Mary  at  13th  Street 


MUSKOGEE,  QKLA.  f 


Muskogee  Transfer  &  Storage  Co. 

2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

ttimkm  kmmhtm  W.nliiii IMU'I  AmiliHi.  ul  Anric.n  CWi.  •!  Wnit 

R  R.  &  P.  WAREHOUSE,  Inc. 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out  of  Dallas  to  Laredo  for 
Mexican  points.    Good*  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  AH  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


INDIANAPOLIS,  IND.|" 


McNamara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  twitching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
"  enable  us  to  give  you  prompt  and  reliable  service.    Let  us 
figure  on  your  requirements. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


BROOKLYN 


•PERSONAL  SERVICE' 


NEW  YORK 


MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

)/•  NORTH  PIER  STREET.  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 
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CLEVELAND  TERMINALS  SECURITIES 

Thi   Traffic    H'orli    Washington   Bureau 

The  Cleveland  Union  Terminals  Company  has  applied  to 
the  Commission  for  authority  to  issue  and  sell  100  shares  of 
its  common  capital  stock  and  to  issue  and  sell  $12,000,000  of 
first  mortgage  5V6  per  cent  50-year  sinking  fund  gold  bonds 
out  of  a  total  proposed  issue  of  $60.000,000. 

The  New  York  Central,  the  Cleveland,  Cincinnati,  Chicago 
&  St.  Louis,  and  the  New  York,  Chicago  &  St.  Louis,  the  pro- 
prietary companies  of  the  terminals  company,  joined  in  the 
application,  asking  authority  to  guarantee  the  payment  of  the 
principal  and  interest  of  the  $12,000,000  of  bonds  to  be  sold. 

The  100  shares  of  stock  has  been  sold  to  the  proprietary 
companies  at  par,  $100  per  share,  subject  to  the  approval  of 
the  Commission. 

Negotiations  are  in  progress,  the  applicants  said,  for  the 
sale  of  the  bonds  to  responsible  bankers  at  not  less  than  92% 
per  cent  of  par  and  accrued  interest. 

The  proceeds  from  the  sale  of  the  bonds  will  be  used  by 
the  terminals  company  to  pay  indebtedness  of  $2,350,000  to  the 
proprietary  companies  resulting  from  advances  for  the  purchase 
of  real  estate  for  the  passenger  terminal  which  the  terminals 
company  will  build  in  Cleveland  under  authorization  of  the 
Commission,  and  also  to  pay  for  real  estate  yet  to  be  acquired 
and  construction. 

The  bonds  will  be  dated  April  1,  1922,  and  will  mature 
April  1,  1972,  but  are  subject  to  redemption  on  dates  prior  to 
the  final  date  of  maturity  under  conditions  stipulated  in  the 
mortgage. 


CAR  SERyiCE  RULES,  ETC. 

In  a  bulletin  on  empty  car  mileage,  car  service  rules  in 
actual  practice,  and  supervision  of  car  movement,  accompanied 
by  charts,  the  car  service  division  of  the  American  Railway  As- 
sociation says: 

Empty  Car  Mileage  and  Its  Causes.— Empty  car  mileage  is  a 
subject  of  fundamental  importance  in  railroad  operation  and  is  a 
question  actively  before  those  concerned  at  all  times. 

While  many  analyses  have  been  made  in  the  past  of  the  causes 
of  empty  car  mileage,  the  resulting  conclusions  generally  have  not 
been  based  upon  studies  of  car  movements  in  sufficient  detail.  The 
chart  on  preceding  pages  shows  that  the  loaded  car  mileage  east  and 
north  exceeded  the  loaded  car  mileage  west  and  south  monthly  from 
January  1,  1919,  to  December  31,  1921,  the  minimum  excess  being 
64,432.000  and  the  maximum  152,698,000  miles  per  month. 

The  greatest  density  of  population  in  the  United  States  is  in  the 
territory  east  of  the  Mississippi  and  north  of  the  Ohio  and  Potomac 
Rivers. 'which  fact  explains  the  unbalanced  traffic  indicated  by  those 
figures  This  lack  of  balance  obtains  even  under  normal  conditions. 
During  periods  of  business  depression,  6Me  to  the  then  marked  fluc- 
tuation in  the  classes  of  traffic,  the  movement  is  particularly  unbal- 
anced. As  a  typical  example,  note  the  following: 

August,  1919,  Percentage  Total  Loading  5%  Live  Stock,  20%  Coal 
and  Coke,  6%  Forest  Products,  4%  Ore,  60%  Merchandise  and  Mis- 
cellaneous, 5%  Grain. 

January,  1921,  Percentage  Total  Loading  7%  Live  Stock,  2% 
greater;  26%  Coal  and  Coke,  6%  greater;  4%  Forest  Products,  2%  less; 
•2%  Ore.  2%  less;  54%  Mdse.  and  Miscl.,  6%  less;  7%  Grain,  2%  greater 

This  shows  that  those  commodities  moving  largely  in  direction  of 
preponderating  loaded  traffic  increased,  while  total  traffic  decreased, 
with  a  particularly  heavy  decrease  in  the  commodities  loaded  in 
return.  Also,  the  commodities  showing  an  increased  proportionate 
movement  in  1921  were  largely  those  requiring  special  types  of  equip- 
ment which  generally  moves  loaded  in  only  one  direction. 

An  important  factor  in  the  increase  of  empty  mileage  is  the  lighter 
loading  of  cars  during  periods  of  business  depression.  For  instance, 
based  on  1920  loading,  it  is  estimated  that  products  of  agriculture  used 
approximately  130,000  cars  unnecessarily  in  1921  based  on  the  assump- 
tion that  the  cars  could  have  been  loaded  as  heavily  in  1921  as  they 
were  in  1920.  Agricultural  products  move  preponderatingly  east  and 
north  in  direction  of  prevailing  traffic;  manifestly  the  increased  number 
used  added  that  many  more  cars  to  go  back  west  and  south  empty. 
This  added  from  40  to  70  million  empty  car  miles  to  the  year's  total. 

There  was  a  decrease  in  the  total  car  loading  during  the  first 
seven  months  in  1921,  and  home  cars  on  home  roads  increased  from 
48  in  January  to  74  in  July.  Notwithstanding  this,  there  was  contem- 
poraneously a  decrease  in  the  per  cent  of  empty  mileage.  This  seems 
to  demonstrate  that  relocation  of  home  cars  to  home  roads  does  not 
necessarily  result  in  an  undue  amount  of  empty  mileage.  It  is  to 
be  regretted  that  the  figures  showing  car  mileage,  by  classes  and  direc- 
tion are  not  available.  Such  additional  information  we  believe  would 
conclusively  demonstrate  the  correctness  of  this  conclusion. 

A  check  was  recently  made  by  American  Railway  Association 
inspectors  at  principal  interior  terminals  T>f  four  large  eastern  roads 
to  determine  if  parallel  movements  of  empty  cars  were  being  made 
in  direction  of  the  preponderating  loaded  movement.  The  result  indi- 
cated that  of  20,627  cars  moving  east,  only  290  or  1.4%  were  empty. 
This  was  an  excellent  performance. 

Car  Service  Rules  In  Actual  Practice. — It  is  poor  economy  to  incur 
empty  mileage  solely  to  save  per  diem  expense.  The  truth  is  that 
the  cost  of  moving  cars  empty  generally  exceeds  the  per  diem  cost. 
That  this  seems  to  be  well  known  by  transportation  men  is  indicated 
by  the  investigations  made  by  the  Car  Service  Division. 

Checks  covering  82,156  cars  over  a  three  months  period,  including 
142  railroads  and  316  stations,  shows  that  the  violations  of  Car  Service 
Rule  1  have  amounted  to  only  3.4%.  This  is  the  rule  that  says  home 
cars  shall  not  be  used  for  the  movement  of  traffic  beyond  the  limit 
of  the  home  road  when  the  use  of  other  suitable  cars  is  practicable. 
Violations  of  Rule  2  amounted  to  7.8%;  of  Rule  No.  3,  3.2%;  with  a 
total  violation  of  14.5%.  In  other  words,  96.6%  of  these  cars  were 
handled  in  accordance  with  Car  Service  Rule  1,  and  85.5%  in  accord- 
ance- with  all  the  rules;  a  very  excellent  performance.  Of  the  82,156 
rm-s  checked.  45,086  were  loaded  by  the  carriers  with  merchandise,  and 
<>f  these,  only  1.7%  were  loaded  in  violation  of  Car  Service  Rule  No.  1. 
The  investigations  of  the  Car  Service  Division  demonstrate  beyond  any 
reasonable  doubt  that  the  carriers  generally  have  adhered  to  the  rules. 
The  natural  conclusion  is  that  the  railroads  Individually  may  rely  upon 


the  Integrity  of  each  other  In  tin-  maintenance  of  the  general  scheme 
of  Car  Service  Rules. 

Undoubtedly  some  switching  expense  can  be  charged  to  rigid 
adherence  to  the  rules.  The  analyses  and  observations  made  by  our 
inspectors,  however,  would  indicate  that  this  expense  has  been  greatly 
overestimated.  Many  roads,  after  careful  Investigation,  have  asserted 
that  no  additional  switching  expense  has  been  caused  by  the  rules. 

The  observance  of  the  Car  Service  Rules  involves  establishing  a 
proper  relation  with  the  shipping  public.  Our  experience  proves 
that  a  better  understanding  by  the  shippers  of  the  benefits  resulting 
from  loading  equipment  in  conformity  with  these  rules  will  prevent 
many  violations.  The  Car  Service  Division  has  recently  issued  a 
circular  for  distribution  to  shippers  asking  for  their  co-operation,  In 
their  own  interest.  In  the  districts  where  the  most  intensive  and 
personal  educational  work  has  been  done,  the  records  show  that  invari- 
ably when  the  shipper  has  a  fair  understanding  of  the  purposes  to 
be  accomplished  by  the  Rules,  he  has  given  generous  support  in 
complying  with  them. 

Supervision  of  Car  Movement. — To  secure  the  utmost  efficiency 
from  the  carriers'  vast  investment  In  freight  cars,  intensive  supervision 
is  necessary.  The  ownership  principle  of  car  service  rules  plus  flexi- 
bility, affords  the  most  economical  and  workable  method  for  car 
operation  and  distribution.  These  car  service  rules  are  a  gradual 
evolution  developed  through  years  of  experience  in  the  handling  of  car 
equipment,  and  are  fundamentally  sound  from  the  standpoint  of  ship- 
pers and  the  railroads.  It  appears  unnecessary  to  look  to  new  methods 
for  greater  economy  in  future  car  handling;  such  economies  as  are 
possible  will  undoubtedly  result  from: 

1.  A  more  intensive  supervision  of  the  individual  car  loading  and 
movement  to  the  end  that — 

(a)  Car  Service  Rules  will  be  observed; 

(b)  Cross-haul  of  empty  equipment  of  same  class  will  be  elimi- 
nated ; 

(c)  Increased  Idading  per  car  will  be  secured; 

(d)  Unjustifiable  empty  movement  will  be  avoided,   especially  in 
the  direction  of  the  preponderating  loaded  traffic;  and 

(e)  Terminal  delays  will  be  reduced  to  the  minimum. 

2.  A  system  of  recording  car  mileage   by   classes,   by  directions, 
and  by  operating  divisions,  to  provide  a  definite  record  to  determine 
cause,  effect,  and  remedy  for  empty  mileage. 

3.  A  well  defined  plan  of  car  maintenance  which  will  avoid  empty 
car  mileage  caused  by  the  condition  of  the  car.     This  does  not  mean 
that  all  cars  must  be  maintained  in  condition  suitable  for  all  classes  of 
traffic.     Such   maintenance   manifestly   would   involve  an   unjustifiable 
expense. 

The  work  accomplished  in  the  last  year  or  two  in  educating  rail- 
road officers  and  employees  and  the  shipping  public  in  the  merits  and 
practical  application  of  the  Car  Service  Rules,  is  a  foundation  for 
the  more  difficult  times  ahead.  When  business  is  heavy,  and  freight 
cars  of  all  types  in  demand,  there  may  be  a  tendency  to  disregard 
ownership,  but  a  substantial  adherence  to  the  principle  of  these  rules 
will  then  most  satisfactorily  accomplish  the  required  distribution  of 
equipment.  This  will  avoid  the  necessity  for  emergency  orders  for 
the  movement  of  cars,  the  results  of  which  are  found  to  be  un- 
economical in  operation  and  unsatisfactory  in  results. 


OFFICIAL    REPORTS   OF   HEARINGS 

The  State  Law  Reporting  Company  of  New  York  has  been 
appointed  the  official  reporter  of  the  United  States  Shipping 
Board  to  report  certain  proceedings  to  be  held  throughout  the 
country.  It  has  also  been  appointed  the  official  reporter  for  the 
National  Association  of  Railway  and  Utilities  Commissioners. 

The  first  of  these  hearings  of  the  Shipping  Board  was  held 
in  New  York  April  24-25.  Subsequent  hearings  will  be  held  at 
Savannah,  Ga.,  May  11;  New  Orleans,  La.,  May  15;  St.  Louis. 
Mo.,  June  6;  Chicago,  111.,  June  8;  Los  Angeles,  Cal.,  July  6; 
San  Francisco,  Cal.,  July  9;  Portland,  Ore.,  July  12;  Seattle, 
Wash.,  July  15.  These  hearings  are  on  the  question  of  whether 
adequate  facilities  exist  to  warrant  enforcement  of  Section  28 
of  the  merchant  marine  act. 

The  National  Association  of  Railway  and  Utilities  Commis- 
sioners will  hold  its  next  meeting  in  September  at  Detroit.  The 
record  of  proceedings  of  these  two  bodies  will  be  published  as 
the  official  record. 

The  State  Law  Reporting  Company  is  also  the  official  re- 
porter for  the  Interstate  Commerce  Commission,  outside  of 
Washington,  D.  C. 


GUARANTY   APPLICATIONS   DISMISSED 

The  Commission  has  dismissed  the  applications  of  the  Val- 
ley &  Siletz,  the  Cumberland  Railway,  the  Sievern  &  Knoxville, 
the  Tennessee  &  Carolina  Southern,  the  State  University  Rail- 
road Company,  the  Ensley  Southern  Railway  Company  and  the 
Augusta  Union  Station  Company,  for  the  benefits  of  section 
209  of  the  transportation  act.  With  the  exception  of  the  Valley 
&  Siletz  and  the  Augusta  Union  Station  Company,  the  lines 
named  were  operated  during  the  guaranty  period  by  the  South- 
ern, which  declined  to  accept  the  guaranty.  Therefore,  the 
Commission  held,  the  applicants  could  not  benefit  by  the  sec- 
tion. As  to  the  other  two  lines,  the  Commission  held  that  the 
Valley  &  Siletz  was  not  operated  prior  to  January  1,  1918,  and 
was  not  under  federal  control  at  the  end  of  the  federal  control 
period,  and  that,  therefore,  there  was  no  basis  for  computing 
the  guaranty;  and  that  the  Augusta  Union  Station  Company 
will  benefit  by  the  application  of  the  guaranty  to  the  tenant 
lines,  with  the  exception  of  the  Southern  and  the  Augusta  South- 
ern, which  did  not  accept  the  guaranty. 


C.    I.   &   W.    LOAN    DENIED 

An  application  of  the  Cincinnati,  Indianapolis  &  Western 
for  a  loan  of  $200,000  to  be  used  for  equipment  and  additions 
and  betterments  has  been  denied  by  the  Commission  because 
the  carrier  did  not  respond  to  requests  for  information  re- 
garded as  necessary  by  the  Commission. 
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PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


HOUSTON,  TEXAS 

Biny on-O'Keefe  Fireproof  Stg.  Go. 

The  Home  of  Real  Senior 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

9M.«M  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVE8TON 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tientsin  Taku  Bar), 
Tsingtao,  Chinwangtao  and  Dairen 

SS  WEST  KEATS     .......        May  6 

SS  EASTERN  SAILOR  ......    June  6 

Shanghai,  Manila,  Hongkong 
SS  WEST  KEATS     .......        May  6 

SS  EASTERN  SAILOR  ......    June  6 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Port* 

Foe  Information  retarding  Space.  Ratrt.  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC,  »  Brotf.r$'0rk  ci,T 
UNITED  AMERICAN  LINES,  INC,  »»  ^cwJ^liT  s'r~'' 
R.  T.  JOHNS  *  COMPANY,  INC, 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
•MVI12  Board  of  Trade  Building.  PORTLAND,  OREGON 


Whatever  the  goods,  wherever  the  market, 
Distribution  Service,  Inc.,  can  propose  a 
method  of  allocation  which  in  nearly  every 
case  effects  economy. 


Distribution  Service,^ 

123  V.  Madison  StXhicago.  111. 


BIRMINGHAM 

Hwn.  TriMfcr  *  Wanaa...  Ca. 
CHICAGO 

Carria.  U.  W.r.kpM.  Ca. 
CLEVELAND 


DENVER 

Taa  *aMar  Traaatar  4  Stan* 
Ca. 

ELFASO 
FORT  WORTH 


LOS  ANGELES 
Uaiaa  Tanalaal  War.aaaat  Ca. 

LOUISVILLE 
UaMb  •*•<  Wafaaaaa.  Ca. 

OMAHA 

Gar*M   Finaraaf    W.r.W-    4 
•a»  Ca. 

PHILADF.LPHIA 
Timlail   WarakM 
Ca. 


4  Traaafar 


W  Star.,. 

HOUSTON 
•Vraa-aKaafc  TnaraW  Stanta 

KANSAS  CITY 
C—r.1  *..„  C.. 


PORTLAND 
Onfaa  Traaafar  Ca. 

SAN  FRANCISCO 
San  fraMixa  W.r<«aa..  Ca. 

ST.  LOUIS 

S.  N.  U«,  W,,,.,.n. 

ST.  PAUL 
Caalral  WarahMM  Ca. 


MA  RT  MAM'S 


(•sued  lor  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  hat  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  make*  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  In 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  in  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LIT  US  HMO  YOU  UMTt.1  PACtS 


W.  J.  HARTMAN.    PUBLISHER 

732  FCDCRAL  ST.  CHICAGO.  U.  S.  A. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  frame 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se**"ice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  Defuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  larTtes  Corporation.  Colorado  Building,  Washington,  D.  C. 


Misrouting — Carrier's    Duty  to    Forward  via   Cheapest  Available 
Route    Includes   Car 

Ohio. — Question:  On  shipments  destined  to  stations  in  Wis- 
consin from  "A,"  Ohio,  where  there  is  no  route  shown,  is  It 
compulsory  for  the  carrier  to  protect  the  car  ferry  rates? 

On  shipments  destined  to  the  above  stations,  is  it  compulsory 
for  the  carrier  to  protect  the  car  ferry  rates  when  they  are 
routed  CNW?  Shippers  contend  that  Interstate  Commerce  Com- 
mission rules  do  not  consider  the  car  ferry  route,  as  rail-and- 
water,  but,  on  the  other  hand,  consider  at  as  an  all-rail  route. 

Answer:  Conference  Ruling  214  (c)  provides  that  in  the 
absence  of  routing  instructions  by  the  shipper,  the  carrier's  duty 
is  to  forward  shipment  via  the  cheapest  available  reasonable 
route  of  the  class  designated  by  the  shipper,  that  is,  all-rail,  or 
rail-and-water.  If  shipper  merely  forwards  his  shipment  via 
the  Baltimore  &  Ohio  Railroad,  this  is  the  selection  of  an  all- 
rail  route,  and  it  is  the  duty  of  the  Baltimore  &  Ohio  to  forward 
shipment  via  the  cheapest  all-rail  route  under  the  above  rule. 

Conference  Ruling  316,  I.  C.  C.  Conference  Ruling  Bulletin 
No.  7,  provides  that  car  ferry  routes  will  be  considered  all-rail 
routes  within  the  meaning  of  Conference  Ruling  214,  above 
quoted. 

If  the  shipper  executes  bill  of  lading  with  routing  via  the 
Baltimore  &  Ohio  as  initial  line  and  the  C.  &  N.  W.  as  deliver- 
ing line,  these  two  lines  having  connection  at  Chicago,  there  is 
no  duty  on  the  part  of  the  Baltimore  &  Ohio  to  forward  ship- 
ment via  the  car  ferry  route  across  Lake  Michigan,  because 
the  shipper  has  given  complete  routing,  the  originating  and  de- 
livering lines  being  shown  on  the  bill  of  lading.  So  long  as 
the  bill  of  lading  line  has  track  connection  via  a  reasonable 
route  with  the  delivering  line  specified  by  the  shipper,  it  is  held 
that  the  shipper  has  specified  complete  routing. 

In  Stebbins  vs.  D.  L.  &  W.  Railroad,  42  I.  C.  C.  151,  the 
Commission  laid  down  the  rule,  "Where  a  consignor  specifies 
the  routing  that  he  desires  his  shipment  to  take,  by  naming  a 
carrier  which,  in  connection  with  the  originating  line,  forms  a 
through  route  from  point  of  origin  to  destination,  the  initial 
carrier  cannot  be  charged  with  having  misrouted  the  shipment 
if  it  bills  it  over  that  route-  instead  of  selecting  a  cheaper  route, 
in  which  those  carriers  participate,  but  with  a  third  carrier 
intervening." 

The  initial  line  has  no  duty  of  selecting  an  intermediate 
carrier  when  the  shipper  has  specified  a  connection  of  the  origi- 
nating line  as  delivering  carrier. 
Misrouting — When    Complete    Routing    Instructions    Are    Given, 

Carrier  Must  Comply  Therewith,  or  Be  Liable  for  Any  Dam- 
ages Caused  by  the  Diversion 

Wisconsin. — Question:  Is  it  a  violation  of  any  traffic  rules 
for  carrier's  agent  to  insert  intermediate  line  routing? 

For  instance,  car  lumber  originating  at  A  destined  to  B, 
routed  by  shippers  X  R.  R.,  Y  R.  R.,  Z.  R.  R.,  no  junction  points 
being  specified. 

The  car  is  waybilled  X  R.  R.,  Y.  R.  R.,  Manitowoc,  T  R.  R., 
Toledo,  and  delivered  to  Z  R.  R.  at  Toledo.  You  undoubtedly 
understand  that  the  Y  R.  R.  has  connection  with  the  Z  R.  R. 
at  Chicago. 

Intermediate  lines'  commercial  agents  are  frequently  re- 
questing agents  along  the  line  to  give  them  a  haul  when  no 
junction  points  are  specified  by  shippers. 

Answer:  Paragraph  (8),  section  15,  interstate  commerce 
act,  provides,  "the  person,  firm  or  corporation  making  such  ship- 
ment *  *  *  shall  have  the  right  to  designate  in  writing  by 
which  of  such  through  routes  such  property  shall  be  transported 
to  destination,  and  it  shall  thereupon  be  the  duty  of  the  initial 
carrier  'to  route  said  property  over  its  own  lines  and  deliver  the 
same  to  a  connecting  line  according  to  such  through  route,  and 
it  shall  be  the  duty  of  each  of  said  connecting  carriers  tp  receive 
said  property  and  transport  it  over  the  said  line  or  lines  and 
deliver  to  the  next  succeeding  carrier  or  consignee  according  to 
the  routing  instructions  In  said  bill  of  lading." 

The  Interstate  Commerce  Commission  has  held  in  several 
cases  that  when  a  consignor  specifies  routing  by  a  carrier,  or 
carriers,  which  in  connection  with  the  originating  line  forms  a. 
through  route  from  point  of  origin  to  destination,  the  initial 


carrier  cannot  be  charged  with  having  misrouted  the  shipment 
if  it  bills  it  over  that  route  instead  of  selecting  a  cheaper  route 
in  which  these  carriers  participated,  but  with  a  third  car- 
rier intervening.  See  Stebbins  vs.  D.  L.  &  W.  Railway  Co.,  42 
I.  C.  C.  150;  Dulweber  vs.  Y.  &  M.  V.,  45  I.  C.  C.  547,  and  Mc- 
Caull-Dinsmore  Co.  vs.  C.  B.  &  Q.  R.  Co.,  48  I.  C.  C.  507;  Austin 
Powder  Co.  vs.  Wheeling  &  Uike  Erie,  45  I.  C.  C.  199. 

It  naturally  follows,  by  the  same  sign,  that  as  this  consti- 
tutes complete  routing  and  if  the  carrier  is  not  obliged  to  for- 
ward shipment  over  an  unnamed  intermediate  line,  it  has  no 
duty  of  that  kind  when  the  routing  in  the  bill  of  lading  is  com- 
plete (even  though  no  junctions  are  specified)  in  all  such  in- 
stances (regardless  of  whether  the  rate  via  such  route  is  higher 
or  lower),  and,  under  the  act  the  carrier  in  the  case  you  cite 
would  be  guilty  of  misrouting. 

Tariff     Interpretation:      Intermediate     Application — Combination 

Rates 

New  Jersey. — Question:  A  shipment  from  Timber  Brook 
Siding,  N.  J.,  a  point  on  the  Wharton  &  Northern  Railroad,  to 
New  York  City  for  C.  R.  R.  of  N.  J.  delivery.  There  are  no 
through  class  or  commodity  rates  between  the  given  points. 
The  Wharton  &  Northern  connects  with  the  Jersey  Central  at 
Lake  Junction,  N.  J.  The  carload  commodity  rate  on  cord- 
wood  from  Timber  Brook  Siding  to  Lake  Junction  is  56  cents 
per  net  ton.  The,  published  sixth  class  rate  from  Lake  Junction, 
locally  to  New  York  City  on  the  Jersey  Central  is  19%  cents 
per  100  pounds.  There  is  a  commodity  rate  in  a  Central  tariff 
applying  from  Kurd,  N.  J.,  a  point  on  the  Central  beyond  Lake 
Junction,  and  from  Bartley,  N.  J.,  a  point  between  Lake  Junction 
and  New  York  City  on  the  Jersey  Central,  to  New  York  City 
of  14%  cents  per  100  pounds.  That  is,  Lake  Junction  is  located 
on  the  Jersey  Central  directly  between  Kurd  and  Bartley.  The 
intermediate  rule  on  the  face  of  the  Central  tariff,  carrying  the 
commodity  rate  and  applying  on  interstate  traffic,  reads:  "From 
any  point  of  origin  not  named  in  this  tariff,  but  between  any 
two  points  of  origin  named,  the  commodity  rate  will  be  the 
same  as  from  the  next  more  distant  point  that  is  named  in  this 
tariff." 

Can  the  rate  from  Kurd  of  14%  cents  to  New  York  City 
be  properly  applied  under  this  intermediate  rule  as  the  Jersey 
Central  factor  of  the  combination  rate  on  Lake  Junction,  or  is 
the  published  Jersey  Central  sixth  class  rate  of  19%  cents  the 
proper  factor  to  apply? 

Answer:  The  intermediate  rule  of  the  Central's  tariff  has 
the  effect  of  establishing  a  commodity  rate  from  Lake  Junction 
to  New  York,  just  as  effectively  as  if  the  14%-cent  rate  had 
bene  specifically  made  to  read  "from  Lake  Junction,"  and  unless 
there  is  also  another  and  older  commodity  rate  published  from 
Lake  Junction,  the  14%-cent  rate  is  the  proper  factor  to  be  used 
from  Lake  Junction,  in  basing  the  combination  from  Timber 
Brook  Siding.  By  referring  to  the  tariff  carrying  the  class  rates 
from  Lake  Junction  to  New  York,  or  the  classification  governing 
such  class  rates,  you  will  find  the  rule  which  provides  that  when 
a  commodity  rate  is  established  between  two  points,  it  auto- 
matically removes  the  application  of  the  class  rates  on  that 
commodity  between  the  points  in  question. 

Regulation  of  Facilities  Furnished  by  Common  Carrier  for  Ac- 
commodation of  Public 

Maryland. — Question:  Is  consignee  responsible  for  storage 
charges  where  arrival  notice  from  a  small  town  agency  is  mailed, 
consignee  receives  the  notice,  calls  for  the  freight  about  9:30 
a.  m.  during  the  day  of  the  free  time,  is  unable  to  obtain  the 
freight  because  the  station  is  not  open  and  then  does  not  call 
for  several  days  after  the  free  time  expires,  the  carrier  keeping 
the  station  open  eight  hours,  starting  about  10  a.  m.,  the  hours 
not  shown  on  the  arrival  notice,  which  hours  might  be  changed 
from  time  to  time,  as  the  carrier's  operating  conditions  require, 
when  the  public  served  at  the  station  may  not  know  or  be  in  a 
position  to  know  of  the  hours  or  changed  hours  without  visiting 
the  station  or  in  an  endeavor  to  obtain  receipt  of  or  forward 
freight? 

This  question  also  concerns  whether  there  are  required 
hours  varying  according  to  class  of  stations,  carriers  must  keep 
agency  stations  open  for  receipt  of  and  delivery  of  freight. 

Answer:  The  statutes  of  the  several  states  may  contain 
provisions  regulating  the  hours  during  which  the  offices  of  a 
common  carrier  shall  remain  open  for  the  receipt  and  delivery 
of  freight  or  provisions  which  delegate  to  a  commission  the 
power  to  regulate  the  matter;  but  there  is  no  federal  statute 
which  definitely  fixes  the  hours  during  which  the  offices  of  com- 
mon carriers  shall  remain  open  for  business.  In  the  absence 
of  a  state  statute  fixing  the  hours,  it  is  a  question  of  what  is 
reasonable  under  the  circumstances  and  conditions,  when  taking 
into  consideration  the  size  of  the  community  and  the  amount 
of  business  transacted. 

With  respect  to  the  storage  charges  on  the  shipment  in 
question,  it  is  our  opinion  that  the  consignee  is  liable  therefor. 

Refund  of  Taxes  on  Overcharges 

Kansas. — Question:  Car  of  pig  iron  shipped  from  "A,"  Indi- 
ana, to  "B,"  Kansas,  in  December,  1921,  by  prepaid  freight. 
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Ship  by  Water" 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles,    San  Francisco 

Portland,   Astoria, 
Seattle  and  Tacoma 

Thru  bill,  of  ladlr..  laauad  to  San  DUfo.  Oakland.  Stockton  and 

Sacr.rtv.nto.  California;  Hawaiian  and  Far  Eaat  Portal 

Grajr,  Harbor  and  Piaj.t  Sound.  Waah. 

Par  rate*.  Date*  of  Sailtnf  awl  other  informal  ,  on  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

IS  Moore  Street,  New  York  Tilnl  in.  ii.fcai  Craaa  HM 


Baltimore.  Md.  Philadelphia.  P«.  Pitttburfh,  Pa. 

»  South  Straat  Dr.i.l   Building  divar  Build  I  nf 

AWatawlraaca  OaV..  I.  la.  t^.lav  Saa  fraatk«a.  fartiaaa.  Saaatfa  aa4  TataaM 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSON  VI LLEJ 


and 


LOS  ANGELES 

f San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rate*  and  Particular!  Apply   to 

Atlantic-Gulf   &  Pacific 
Steamship   Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Phil.a'.lpHI. 
11*  S.  TUra  BL 


N«w    Tar* 
41     Braaawar 


IT  «at*w  MUln.  Ml  Ta.  Arc... 

Oakland.   Cal. 
Pan  Tanalaal 
La.    Aaa-al^   Cat  Pertlaaa.    Or». 

*1T    Vaa    N«y»    tUf.  Ml    Tltla    *    Trmat 

I4M    L.    C.    lailtk    Bla«..    aWattl*.    Waak. 
4*1    Elllcott    8a.    BU...    Biigala.    N.    Y. 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via   PANAMA    CANAL 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calling  at  Norfolk.  V..;  Corinto,  Nic.r*gu«,  La  Libtrtad,  Salvador; 

San  Joaa  de  Guatemala  and  Manzanillo 

5.5.  SANTA  ANA  laili  from  New  York  May  10th 

S.S.   VENEZUELA  tail*  from  San  Franciico  May  20th 

Sallinc*  about  a»ary  17  day.  thar.af  tar 
AH  N.w  York  Sailing  from  P1.r  Jl.  Atlantic  Tarmlaal,  BraaUr* 

PANAMA  SERVICE 

Bat»OT  Su  Fraaciaca,  U.  Anf.lat,  Maxka.  Caolrml  Amarka  «nd  Canal  Zaaa. 

S.S.  CUBA  tail*   from    San  Francitco  May  30th 

and  Sailing  about  avarjr  22  days  tharaaftar 

PACIFIC  MAIL  S.  S.  COMPANY 

I*  Hana-rar  Squara,  Naw  York  508  California  St..  San  Frandaco 

103  So.  Sprln(  St.,  Alaundrla  Hot. I.    Loa  Anralaa 


'The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

San  Franaaaao  to  Honolulu.  Yokohama.  Koba,  Shana-hai. 
Manila,  Hon.kon, 

Passenger  and  Freight  Sailing*  by  New  and  Luxurious  U.S. 
Shipping  Board  Liners: 

5.5.  Hoosier  State  sails  .  .  .  May  13th 
'S.S.  Golden  State  sails  .  .  .  June  3rd 
5.5.  Empire  State  sails  .  .  .  June  24th 

and   approximately  every  21   days   thereafter. 

Sai  Franeisco-M  ANILA-Hongkong  Service  via  Honolulu 

5.5.    Wolverine  Statt June  lit 

S.S.   Prnidrnt  Haye* July  6th 

and  avary  35  days  tharaaftar 
rsif-ow.'*  Hn«  ml  ImaHftf  laaaaaf  Co  a-nW/r.m  mmtrt  It  mmymnj  fmrti  ml  matt 

PW  rate,  aad  otaar  lalormaooo  apply  to  anjr  railroad  or  tonriit  aflaacy.  a*  la 

PACIFIC  MAIL  STEAMSHIP  CO. 

9t..  San  Fruietaoo  10  Hanow  Squmra.  N.  Y. 

So.  Spru>(St..  Alaaandria  Hot. I.    Lo.  An(alaa 
Manaatnr  Aa-"<t>i  U.  S.  attiooln*  B«a*rf 


BALTIC  SCANDINAVIAN 

FAS!  FREIGHT  SERVICE 


Tt — Copenhagen,  Riga,  Reval  and  Helsingfors 

Other  Baltic-Scandinavian  Port*  a*  Cargo  Offer* 

U.  S.  S.  B.   A-l    Steel   Steamer*   Carrying   U.  S.  Mail 

FROM  PHILADELPHIA 

S.  S.  Belvidere Pint  Half  May 

FROM  NEW  YORK 

S.  S.  Belvidere Last  Half  May 

(Now  Receiving  Pier  it,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and 
Scandinavian  Ports 

Whin  shipping    to  Bmttie-ScmnJinavfmn  fortt  specify 


STEAMSHIP  COMPANYjHc 

2  STON  E  ST.  N.Y.C.  Bowling  Green  2953"8 


Philadelphia  Agents:  S.L.BURGESS  &  CO. 
928  LAFAYETTE  BLDG.to/n6a/'(/2972 
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Through  error  by  billing  agent,  rar  was  forwarded  to  us 
collect  and  railroad  collected  freight  and  war  tax  from  us.  A 
day  or  two  later  they  received  correct  billing,  showing  charges 
prepaid,  and  they  refunded  us  the  amount  of  freight  and  war 
tax  we  had  paid. 

The  railroad  company  is  now  asking  us  to  pay  them  back 
the  war  tax  which  they  refunded  to  us.  claiming  that  they  re- 
funded the  war  tax  in  error  and  that  we  should  file  claim  against 
the  government  for  it. 

We  have  declined  payment,  inasmuch  as  it  was  the  railroad 
company's  error  in  collecting  from  us  on  the  start.  Give  us 
your  opinion,  please. 

Answer:  Under  the  provisions  of  the  regulations  issued  by 
the  Treasury  Department,  claims  for  refund  of  taxes  which  have 
been  erroneously  or  illegally  collected  must  be  made  to  the 
Treasury  Department  by  the  person  who  actually  paid  the  tax 
to  the  transportation  company. 

Claims  for  Overcharges  Accruing   During  Federal  Control 

Missouri. — Question:  This  firm  has  a  number  of  straight 
overcharge  claims  on  shipments  moved  during  federal  control, 
between  the  dates  of  June  1,  1918,  and  January  1,  1920,  and  we 
are  unable  to  get  any  comprehensive  idea  of  the  correct  way 
to  file  these  claims  with  the  Interstate  Commerce  Commission. 

In  filing  a  number  of  the  claims,  which  we  have  already 
sent  to  them,  we  used  the  standard  overcharge  claim  form,  and 
as  nearly  as  possible  gave  the  classification  authority,  and  the 
rate  authority  on  which  we  based  our  claims,  together  with  origi- 
nal expense  bill,  bill  of  lading,  and  invoice.  We  sent  these 
claims  to  the  Commission  by  registered  mail  and  received  a 
return  receipt,  but  to  date  we  have  received  no  acceptance 
number  or  means  of  knowing  whether  or  not  the  claims  have 
been  accepted. 

Will  you  advise  us  what  method  is  used  by  the  Commission 
in  either  refusing  or  accepting  straight  overcharge  claims? 

During  the  federal  control  we  had  a  number  of  cars  of 
pianos  moving  from  Boston,  Mass..  and  New  York  City,  re- 
spectively, to  Oklahoma-  City  and  Tulsa,  Okla.,  and  in  every 
case  we  were  assessed  freight  on  the  St.  Louis  combination  of 
rates,  whereas  the  Cincinnati  combination  of  rates  is  cheaper 
to  us,  at  approximately  10  cents  per  cwt.  Is  this  type  of  claim 
considered  a  straight  overcharge  claim,  and  also,  has  the  statute 
of  limitations  expired?  From  what  we  are  able  to  gain  from 
the  Conference  rulings  of  the  Commission,  this  type  of  claim  is 
outlawed  in  two  years.  Will  you  advise  us  your  opinion  con- 
cerning this  ma.tter? 

Answer:  Under  section  16  of  the  interstate  commerce  act 
a  claim  for  reparation,  including  a  claim  covering  an  alleged 
overcharge,  must  be  filed  with  the  Interstate  Commerce  Com- 
mission within  two  years  after  the  cause  of  action  accrues,  that 
is,  within  two  years  after  delivery  of  the  shipment  or  tender 
thereof. 

Section  206  (c)  of  the  transportation  act,  1920,  has,  however, 
been  recently  amended  so  as  to  permit  the  filing  of  claims  for 
straight  overcharges  with  the  Interstate  Commerce  Commission 
within  two  years  and  six  months  after  termination  of  federal 
control. 

Accounting  Circular  No.  164,  promulgated  March  8,  1922, 
by  the  Comptroller  of  the  United  States  Railroad  Administra- 
tion, outlines  the  procedure  which  which  claims  for  straight 
overcharges  are  to  be  handled  by  the  carriers  which  were  under 
federal  control.  This  circular  provides  that  any  overcharge 
claim  filed  with  any  such  carrier  after  September  1,  1921,  shall 
be  returned  to  the  claimant  with  the  suggestion  that  it  be  filed 
directly  with  the  Interstate  Commerce  Commission,  it  being 
understood  that  the  Commission  will  give  each  claim  a  file  num- 
ber and  will  return  same  to  the  claimant  with  the  suggestion 
that  the  claim  be  taken  up  with  the  carrier  and  if  an  adjustment 
cannot  be  secured  that  it  be  promptly  brought  to  the  attention 
of  the  Commission. 

As  your  claims  were,  we  understand,  filed  directly  with  the 
Commission,  without  having  first  been  submitted  to  the  Inter- 
ested carriers,  you  will  no  doubt,  in  due  time,  receive  an  ac- 
knowledgment of  the  same  from  the  Commission  with  the  re- 
turn of  the  claims,  suggesting  that  they  be  handled  with  the 
carriers  interested. 

If  a  settlement  cannot  be  secured  you  can  then  file  them 
with  the  Commission  as  an  informal  complaint,  in  accordance 
with  the  Commission's  Rules  of  Practice,  and  then,  in  the  event 
you  are  advised  by  the  Commission  that  the  claims  cannot  be 
handled  to  a  conclusion  on  its  informal  docket,  you  may  transfer 
the  claims  to  the  formal  docket  of  the  Commission,  provided 
your  claim  is  filed  with  the  Commission  within  six  months  after 
the  advice  from  the  Commission  that  they  cannot  be  handled 
on  the  informal  docket. 

As  regards  the  shipments  of  pianos,  it  depends  upon  the 
conditions  under  which  the  shipments  were  made  whether  or 
not  reparation  may  be  had. 

If  no  through  rates  were  in  effect  and  the  shipper  did  not 
specify  any  rating,  it  was  the  duty  of  the  carriers  to  forward 
the  shipments  via  the  cheapest  reasonable  route,  and,  failing 
to  do  so.  should  refund,  as  an  overcharge,  the  difference  be- 


tween the  rate  charged  and  that  applicable  via  the  route  over 
which  the  lowest  rate  applied. 

Liability  of  Carrier  for   Execution   of   Bill   of   Lading   Containing 
Provision    Impossible   of   Execution 

Indiana. — Question:  On  December  2,  1920,  we  issued  a  bill 
of  lading  from  our  station  to  station  A,  Pennsylvania.  After 
being  in  transit  seven  or  eight  days,  we  were  notified  by  the 
agent  at  station  B,  Pennsylvania,  that  car  had  arrived  and  asked 
disposition.  We  wired  him:  "The  car  billed  A  belongs  D 
Company,  C,  New  York."  Without  further  instructions  or  noti- 
fication to  anyone,  he  sent  the  car  to  the  D  Company,  at  C, 
New  York.  On  investigation  we  found  that  A  was  not  on  a 
railroad  in  Pennsylvania,  but  an  inland  town  near  B,  Pennsyl- 
vania. We  also  found  that  car  should  have  been  billed  to  A 
New  York,  instead  of  A  Pennsylvania.  As  there  were  no  through 
billing  rates  from  B,  Pennsylvania,  to  C,  New  York,  a  flat  rate 
amounting  to  over  $200  was  charged  the  D  Company. 

We  do  not  feel  liable  for  these  charges.  First,  because  the 
agent  at  originating  point  did  not  check  up  to  find  if  A  was 
on  a  railroad  in  Pennsylvania.  Second,  we  did  not  give  author- 
ity to  the  agent  at  B,  Pennsylvania,  to  rebill  this  to  C,  New 
York.  Third,  we  notified  him  that  the  car  belonged  to  the  D 
Company,  whom  we  believe  should  have  issued  instructions  as 
to  the  disposition  of  the  car.  We  will  be  pleased  to  have  your 
opinion. 

Answer:  In  the  Commission's  Conference  Ruling  474  (C) 
it  is  said:  "The  obligation  lawfully  rests  upon  the  carrier's 
agent  to  refrain  from  executing  a  bill  of  lading  which  contains 
provisions  that  cannot  lawfully  be  complied  with  or  provisions 
which  are  contradictory,  and  therefore  impossible  of  execution." 

In  accepting  a  shipment  and  signing  a  bill  of  lading  show- 
ing "A,"  Pennsylvania,  as  the  destination  of  the  shipment,  the 
carrier  executed  a  bill  of  lading  the  provisions  of  which  could 
not  be  complied  with,  and  the  carrier  could  apparently  have 
been  required  to  have  transported  the  shipment  to  its  proper 
destination,  namely,  "A,"  New  York,  without  extra  expense. 

The  carrier's  agent  evidently  construed  your  wire  to  be 
instructions  to  forward  the  shipment  to  "C."  New  York.  How- 
ever, if  the  shipment  moved  on  a  straight  bill  of  lading,  the 
title  to  the  goods  presumptively  being  in  the  consignee,  the 
carrier's  agent  was  not  warranted  in  placing  such  an  interpreta- 
tion upon  the  contents  of  the  wire,  and  the  extra  expense  should, 
therefore,  not  be  charged  to  your  account. 

Liability  of  Carrier — Discrepancy    Between   Origin   and   Destina- 
tion Weights 

Missouri. — Question:  On  page  240  of  July  30,  1921,  Traffic 
World,  we  find  the  following,  under  "Pennsylvania":  "A  re- 
ceipt in  the  bill  of  lading,  however,  is  not  conclusive  as  to  the 
amount  of  goods  received  and  it  is  always  competent  to  show 
as  between  the  parties  that  the  quantity  actually  delivered  was 
less  than  named  in  the  receipt.  Therefore,  in  the  instant  case, 
the  burden  is  on  the  carrier  to  prove  that  the  amount  stated 
in  the  bill  of  lading  was  not  actually  received,  and  this  burden 
can  only  be  discharged  by  showing  that  a  mistake  was  made 
in  weighing." 

Where  a  shipment  is  signed  for  by  the  carrier  and  loaded 
by  it  with  shipper's  weight  shown  on  the  bill  of  lading  as  112 
pounds  and  is  weighed  by  the  consignee  in  the  presence  of 
their  local  agent  with  the  result  of  96  pounds  and  carrier  de- 
clines to  admit  liability,  stating  that  the  goods  apparently  were 
in  the  same  condition  when  delivered  at  destination  as  when 
received  at  point  of  origin,  can  such  carrier  exempt  itself  from 
liability  under  such  circumstances,  also  what  proof  is  neces- 
sary from  the  carrier  before  they  are  within  their  rights  to 
decline  such  a  claim? 

Answer:  As  we  stated  in  the  above  referred  to  answer,  the 
delivery  of  a  lesser  amount  than  that  recited  in  the  bill  of 
lading  places  upon  the  carrier  the  burden  of  showing  that  the 
amount  stated  in  the  bill  of  lading  was  not  actually  received. 
The  proof  the  carrier  must  produce  to  sustain  this  burden  is 
such  that  a  jury  would  be  justified  in  finding  that,  notwith- 
standing the  statement  in  the  bill  as  to  the  amount  received, 
only  the  amount  delivered  at  destination  was  in  fact  received 
for  transportation.  What  this  proof  will  consist  of  depends 
upon  the  circumstances  and  conditions  under  which  a  ship- 
ment is  made. 

Title   to    Goods    Sold    F.    O.    B.    Destination    Remains    in    Seller, 
Unless  Terms  of  Sale  Clearly  Show  Contrary   Intention 

Ohio. Question:     I  will  appreciate  information  as  regards 

the  subject,  "Risk  of  Transportation — Buyer  vs.  Seller,"  carried 
in  The  Traffic  World,  issue  of  April  15,  1921,  page  834,  question 
by  "Texas." 

Would  a  delivery  by  seller  to  carrier  in  which  the  buyer 
designated  the  routing  and  the  seller  complied  absolutely  with 
delivery  to  named  carrier  and  where  the  terms  of  sale  between 
the  buyer  and  the  seller  on  an  f.  o.  b.  destination  basis,  consti- 
tute full  performance  of  seller's  obligation  as  to  delivery,  and 
would  this  relieve  seller  entirely  of  all  responsibility  as  to  de- 
livery, or  would  the  terms  of  sale  f.  o.  b.  destination  take  prece- 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

t 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


The 

Texas  Mexican 

Railway  Company 


'gi-  *.  u*  mt  ahaaut 


Traffic  R  rprr  jcnl  itiif  i  : 
C.  M.  Fi.h. 

Traffic  Managar. 

Larado,  Ta»aa 
W.  C.  Baaman, 
AMt.  Traffic  Manaf  *r. 

Larado,  Taxaa 
J.  P.  Cravan, 
Canaral  A»«nt  . 

Larado,  Taxaa 
C.  W.  Fi.h. 

Foralf  n  Fr.ifht  Affant, 
»1«  ChamicalBuildlni. 

St.  Louta,  Mo. 


Mr.  Consignee: 
Ixtle,  Sisal,  Hides, 
Skins  and  Hair,  Metals 
(Silver,    Copper,    Lead    and 
Zinc),  Arsenic,  Turpentine,  Can- 
delilla    Wax.    Pecans     (in    season), 
Rubber  (Crude),  Coffee,  Beans,  Baskets, 
Potteiy,  Bones,  Sarsaparilla  Root,  Manganese 
Ore,  Rope  and  Twine,  Garlic,  Mercury  ard 
Crude  Petroleum  are  the  chief  articles  of  im- 
portation from  Mexico.     These  articles  when 
imported  are  shipped  to  various  points  in  the  United  States,  and  some  to  European  destinations. 

There  is  usually  a  supply  of  Ixtle  in  storage  at  Laredo  ready  for  immediate  shipment.  Should 
you  be  interested,  write  or  wire  us  and  we  will  be  pleased  to  put  you  in  touch  with  the  shipper. 

Should  you  be  in  the  market  for  any  of  the  other  articles  mentioned  above,  let  us  know. 
Do  not  hesitate  to  avail  yourself  of  our  service.  The  Texas  Mexican  Railway  Company  pays  us 
to  render  you  this  service.  The  only  cost  to  you  will  be  a  two  cent  stamp  to  mail  your  letter. 

C.  M.  FISH,  Traffic  Manager. 
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dence  and  preference  and  make  the  seller  liable  for  goods  until 
delivered  at  destination? 

In  other  words,  a  designation  of  routing  by  buyer  and  a 
full  compliance  by  seller,  would  this  relieve  the  seller  entirely 
as  to  responsibility  and  place  the  burden  on  buyer  regardless 
of  whether  terms  of  sale  were  f.  o.  b.  shipping  point  or  f.  o.  b. 
destination?  The  point  I  am  trying  to  get  clear  on  is  a  com- 
pliance by  the  seller  with  the  buyer's  routing;  in  this  case  the 
carrier  becomes  the  agent  of  the  buyer  and,  so  far  as  the  buyer 
and  seller  are  concerned,  the  responsibility  for  loss,  damage, 
overcharge,  time  consumed  in  transit,  etc.,  is  entirely  one  be- 
tween the  buyer  and  the  carrier  and  is  not  a  matter  of  respon- 
sibility as  between  the  seller  and  the  carrier.  Please  furnish 
me  citations  as  to  the  legality  and  responsibility  of  buyer  and 
seller  and  whether  the  matter  of  terms  of  sale  would  change 
the  construction  of  such  an  interpretation. 

Answer:  Where  the  provision  is  f.  o.  b.  at  point  of  ship- 
ment, the  title  will  pass,  as  a  general  rule,  when  the  property 
is  placed  on  the  cars  for  shipment;  on  the  other  hand,  where 
the  provision  is  for  delivery  f.  o.  b.  the  point  of  destination,  the 
title  is  not,  as  a  rule,  considered  to  pass  until  the  subject  matter 
has  reached  such  point,  as  the  delivery  to  the  carrier  Is  not  a 
delivery  to  the  buyer;  Cent,  of  Ga.  R.  Co.  vs.  Sou.  Ferro  Con- 
crete, etc.,  Co.,  68  So.  981;  Detroit  Sou.  R.  Co.,  107  N.  W.  915; 
McNeal  vs.  Braun,  23  A.  687;  still,  where  the  agreement  as  a 
whole  shows  clearly  that  the  phrase  f.  o.  b.  at  point  of  destina- 
tion was  used  merely  to  designate  the  party  by  whom  the  freight 
was  to  be  paid,  rather  than  the  place  at  which  delivery  and  the 
passing  of  title  were  to  be  consummated,  it  will  be  so  con- 
strued, and  the  title  held  to  pass  at  the  point  of  shipment  in 
accordance  with  the  intent  of  the  parties.  U.  S.  vs.  Andrews. 
27  U.  S.  229;  W.  G.  Ward  Lbr.  Co.  vs.  American  Lumber,  etc., 
Co.,  93  A.  470  (Pa.). 


RATES  ON  FROZEN  EGGS 

Paul  P.  Hastings,  chairman  of  the  standing  rate  committee 
of  the  Transcontinental  Freight  Bureau,  was  subpoened  by  the 
complainants  in  No.  13079,  H.  J.  Keith  Co.  and  the  John  Layton 
Co.,  Inc.,  vs.  Director-General,  and  testified  at  the  hearing  on 
that  case  before  Examiner  Gault,  in  Chicago,  April  28. 

The  case  involved  alleged  undercharges  on  1.29  carloads  of 
frozen  and  dried  eggs  and  parts  of  eggs,  Imported  from  China 
and  shipped  from  San  Francisco,  Seattle  and  other  Pacific  ports 
to  points  east  of  Chicago,  during  1918  and  1919.  The  bills  for 
the  undercharges  were  rendered  by  the  Director  General  In 
February,  1921,  and  averaged  $1.69  a  hundred  pounds  on  all  the 
eggs  and  parts  of  eggs  contained  in  the  129  cars.  Originally  the 
complaint  included  charges  of  unreasonableness  to  the  extent 
that  the  rates  paid  exceeded  $1.50,  but  that  phase  of  the  case 
was  abandoned  early  in  the  hearing  when  it  developed  that  the 
complaining  companies  had  charged  hack  the  rates  as  paid  to 
the  importers  of  the  eggs. 

The  rate  paid  was  the  commodity  rate  in  effect  on  eggs  subse- 
quent to  June  25,  1918,  when  General  Order  28  cancelled  the  com- 
modity rate  on  imported  Chinese  eggs,  and  was  $2.50  until  May 
of  the  following  year  and  $2  thereafter.  The  Director-General's 
contention  was  that  the  legal  rates  were  the  class  rates  in  effect 
at  the  time  on  egg  albumen  in  metal  cans,  dried  eggs  and  dried 
egg  yolks.  Mr.  Hastings  agreed  that  those  were  the  legal  rates 
and  that  the  Director-General  was  technically  in  the  right  In  de- 
manding upwards  of  $100,000  from  the  egg  sellers  to  cover  the 
undercharges. 

"But  you  do  not  think  the  demand  is  equitable?"  asked 
Luther  Walter,  attorney  for  the  complainants. 

"I  do  not,"  answered  Hastings. 

The  witness  said  a  number  of  export  commodity  rates  had 
been  reinstated  in  July,  1919,  and  that  the  Chinese  egg  rate  would 
also  have  been  reinstated  had  the  shippers  so  requested.  He  said, 
however,  that  that  rate  was  depressed  and  that  the  class  rates 
were  reasonable  maximum  rates. 

The  facts  as  to  the  cars  and  their  movement  were  put  in 
by  A.  M.  Finlay,  secretary  of  the  Keith  Company.  Miss  Finlay 
said  the  claims  against  these  cars  were  few  and  were  occasioned 
chiefly  by  loss.  She  said  her  company  had  paid  over  $112,000 
freight  charges  on  the  cars  and  that  their  average  weight  was 
41,000  pounds  as  compared  with  shell  eggs,  which  usually  load  to 
about  15,000  pounds. 

The  Director  General's  side  of  the  case  was  put  in  almost 
wholly  by  C.  B.  Ackerman,  traffic  assistant  of  the  division  of 
claims.  Mr.  Ackerman  presented  a  large  amount  of  statistical  evi- 
dence, most  of  which  met  with  strenuous  objections  from  oppos- 
ing counsel.  The  compilations,  according  to  the  witness,  were 
prepared  by  various  carriers  from  their  records,  at  the  request 
of  the  Railroad  Administration.  Mr.  Walter  thought,,  therefore, 
that  they  were  Inadmissable  because  their  compilers  were  un- 
available for  cross-examination.  They  were  admitted  over  his 
objections. 

Profile  maps  of  practically  all  of  the  transcontinental  car- 
riers were  also  introduced  by  the  witness  in  an  effort  to  show 
that  the  class  rates  called  reasonable  by  the  Director-General 
were  In  fact  less  than  that. 


Mr.  Ackerman  insisted  that  the  contents  of  an  egg  were  not 
in  fact  an  egg  and  said  that  if  whites  and  yolks  could  be  shipped 
under  the  commodity  description  "eggs,"  shells  could  also  be 
shipped  that  way.  He  pointed  out  that  the  transcontinental  east- 
bound  tariffs  contained  a  rule  forbidding  the  application  of  the 
rates  therein  mentioned  to  analogous  articles,  and  also  that  the 
custom  of  not  the  rule  was  to  apply  the  class  rates  to  articles 
analagous  to  those  mentioned  in  the  classification  when  the  ar- 
ticles shipped  were  not  specifically  mentioned. 

The  witness  also  insisted  that  the  fact  that  carriers  had  ac- 
cepted the  commodity  egg  rate  in  payment  for  shipments  of 
frozen  and  dried  eggs  and  parts  of  eggs  did  not  prove  that  the 
egg  rate  was  the  proper  rate.  He  said  he  knew  of  numerous  in- 
stances where  tariffs  were  improperly  applied  for  years  before 
the  mistake  was  discovered. 


Digest  of  New  Complaints 


No.  13665.     Sub.  No.   1.     The  Lorain  &  Southern  R.  R.  Co.,  Cleveland, 
O.,   vs.   New  York   Central. 

Alleges  that  defendant  refuses  to  treat  complainant  as  a  com- 
mon carrier,  but  treats  it  as  a  plant  facility  in  the  matter  of 
allowances  for  service.  Asks  that  defendant  be  required  to  rec- 
ognize complainant  as  a  common  carrier. 

No.    13741.     Virginia-Carolina   Chemical   Co.,    Richmond,    Va.,   vs.    Di- 
rector General,  as  agent. 

Unjust  and    unreasonable   rates  on   crude   sulphur   from   Bryan- 
mound,  Tex.,  to  Blacksburg,  S.  C.     Asks  reparation. 
No.    13742.     Virginia-Carolina   Cremical,    Co.,    Richmond,   Va.,   vs.    Di- 
rector General,  as  agent,  and  the  Washington  &  Choctaw. 

Unreasonable  rates  on  carload  of  fertilizer  from  Mobile  to  Wll- 
kins,  Ala.  Asks  reparation. 

No.    13743.     Virginia-Carolina   Chemical   Co.,    Richmond,   Va.,    vs.    Di- 
rector General,  as  agent. 

Unreasonable  rate  on  eight  carloads  of  cottonseed  meal  from 
Greenville  to  Mobile,  Ala.  Asks  reparation. 

No.    13744.     Virginia-Carolina   Chemical   Co.,    Richmond,   Va,,   vs.    Di- 
rector General,  as  agent. 

Unreasonable  rates  on  cottonseed  meal  from  Newberry,  S.  C.,  to 
Winston-Salem,  N.  C.  Asks  reparation. 

No.  13745.    Virginia-Carolina  Chemical  Co.,  Richmond,  Va.,  vs.  Atlantic 
Coast  Line  et  al. 

Unreasonable   rates   on   phosphate  rock  from   Morgan,   Fla.,   and 
from  Telphosco,  Fla.,  to  Shreveport,  La.    Asks  reparation. 
No.   13746.     Virginia-Carolina  Chemical  Co.,   Richmond,   Va.,  vs.   Gulf. 
Colorado  &  Santa  Fe  et  al. 

Unjust  and  unreasonable  rate  on  crude  sulphur  from  Gulf  Hill, 
Tex.,  to  Columbus  and  Savannah,  Ga.,  and  Wilmington,  N.  C. 
Asks  reparation. 

No.   13747.    American  Steel  Export  Co.,   New  York  City,   vs.   Director 
General,    as   agent,    Southern   et   al. 

Unjust  and  unreasonable  rates  on  wire  rods  from  Atlanta,  Ga., 
to  Galveston,  Tex.,  for  export.  Asks  reparation. 

No.   13748.     The  Texas  Co.,   New  York  City,   vs.   Director  General,  as 
agent. 

Unjust    and   unreasonable   rates   on    4   cars   of   prepared   roofing 
paper  from  Port  Neches.  Tex.,   to  Mobile,  Ala.,  for  export.    Asks 
reparation. 
No.   13748.     Sub.   Np.   1.     Same  vs.    Same. 

Same   complaint  and  prayer  as   to  shipment  from  Port  Neches, 
Tex.,   to  Meridian,  Miss. 
No.   13748.     Sub.   No.   2.     Same  vs.   Same. 

Same  complaint  and  prayer  as   to  shipment  from  Port  Neches, 
Tex.,   to  Greenville,   Miss. 
No.  13748.     Sub.  No.  3.     Same  vs.  Same. 

Same  complaint  and  prayer  as  to  shipment  from  Port  Neches, 
Tex.,  to  Jackson,  Miss. 

No.    13749.     Philadelphia   Quartz    Co.,    Philadelphia,    Pa.,   vs.    Pennsyl- 
vania et  al. 

Unjust,    unreasonable   and   prejudicial   rates   on    silicate   of   soda 
from    Chester,    Pa.,    to    Camden,    Riverside    and    Gloucester,    N.    J. 
Asks  cease  and  desist  order  and  just  and  reasonable  rates. 
No.    13750.     American    Fruit    Growers,    Inc.     (Crutchfield    &    Woolfolk 
Division),   Pittsburgh,   Pa.,   vs.   American   Railway  Express  Co. 

Unjust,  unreasonable,  discriminatory  and  preferential  rates  on 
peaches  from  Youngstown,  N.  Y.,  to  Boston,  Pittsburgh  and  Phila- 
delphia. Asks  reparation. 

No.  13751.     Midland  Linseed  Products  Co..  Edgewater,  N.  X,  vs.  New 
York  Central  et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
oil  meal  or  oil  cake  from  New  York  harbor  to  Toledo,  O..  and 
Waukegan,  111.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.   13752.     S.   Rudolph  &  Co..   Reading,  Pa.,  vs.   Director  General,   as 
agent,   Pennsylvania  et   al. 

Unjust  and  unreasonable  rates  on  scrap  iron  from  points  in 
Delaware  to  Reading.  Pa.  Asks  reparation. 

No.  13753.     Virginia-Carolina    Chemical    Co.,    Richmond,    Va.,    vs.    Di- 
rector General,  as  agent. 

Unreasonable  rate  on  two  cars  of  sulphur  from  Opelika  to 
Wylam,  Ala.  Asks  reparation. 

No.  13754.   El  Paso  Bitulithic  Co.,  El  Paso,  Tex.,  vs.  El  Paso  &  South- 
western et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
asphalt  from  various  California  points  to  El  Paso,  Tex.  Asks 
reparation. 

No.    13755.     New    Mexico    Central    Railway    Co.,    New    York    City,    vs. 
Santa  Fe. 

Asks  for  order  prescribing  just,  reasonable  and  equitable  divi- 
sions of  joint  rates  on  commercial  coal  and  just,  reasonable 
charges  for  handling  coal  between  Kennedy  and  Willard,  N.  M., 
and  that  defendant  be  required  to  utilize  facilities  of  complainant 
between  those  points. 

No.    13756.     Southern    Carbon    Co.,    Fairbanks,    La.,    vs.    Arkansas    & 
Louisiana,   Missouri  Ry.   Co.  et  al. 

Unjust  and   unreasonable   rates   on   second-hand   iron   pipe   from 

Coalton   and  Quinton,  Okla.,   to  Fairbanks  and   Swartz,   La.     Asks 

cease  and   desist  order,   just  and  reasonable  rates  and  reparation 

No.  13757.     Jefferson  &  Northwestern  Ry.  Co.,  Dallas,  Tex.,  vs.   M.   K. 

&   T.   of  Texas  et  al. 

Unjust  and  unreasonable  rates,  rules  and  practices  in  the  inter- 
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GALVESTON 

The  Stone  Forwarding  Company 

220— 21«t    Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  -for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  late»t  sailing  schedule  catering 
all  tailing*  from  Gahxtton,  Texas  City  and  Houston. 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 
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Eight  compartment!  ««peJ»t«d  by  14-inch  ttre  walla.     A.  D.  T.  Wetchmao  Service.     LOW  INSURANCE  RATKS 
,  tMTioc  avcrarimatelr  300.00O  ta.  ft.  Hoar  MWOC.  U  devoted  entirely  to  the  headline  of  mercbaodiw  diitribution 
ran  ebaolute  iefety  from  huardi  of  all  kind*. 


COTTON  CONCENTRATION  COMPANY,  Inc.  "•«£  ^ 


1022 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  18 


of    freight    rms    with    tlefen.hnit     roads.     Asks    cease    and 
desist    order    and    J\ist    and    rcasonalilr    rules,    etc. 
No.  13758.     Kulenoui-  Maker  -Mercantile  Co.  et  al.,  Oklahoma  City.  Okla., 
vs.  Santa  Fe  et  al. 

Unjust,  unreasonable,  prejudicial  nnd  preferential  rates  on 
Pickles  and  kindred  articles  from  points  in  Colorado  to  destinations 
in  i  iklalioma.  Asks  cease  and  desist  order,  Just  and  reasonable 
rates  and  reparation. 

No.  13759.     Forbes  Mfg.  Co..  Inc.,  Hopkinsvllle,  Ky.,  vs.  Yazoo  &  Mis- 
sissippi Valley  et  al. 

rnjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  forest  products  from  Helena,  Ark.,  to  points  on   the 
lines  of  the  Illinois  Central  In  Kentucky.     Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 
No.  13760.     S.   K.  Stewart,   Hartselle.  Ala.,   vs.  L.   &  N.: 

I'njust,  unreasonable,  discriminatory,  preferential  and  prejudi- 
cial rates  which  violate  long-and-short  haul  provisions  of  fourth 
>e.iion  on  wagons  and  parts  thereof  from  Hopkinsville,  Ky.,  to 
llaitselle.  Ala.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 
No.  137S2.  Standard  Oil  Co.  (California)  vs.  Arizona  Eastern  et  al. 

Unjust,  unreasonable,  preferential  or  prejudicial  rates  on  gaso- 
line juul  petroleum  refined  oil  from  Caspar,  Wyo.,  to  various  points 
in  Arizona.  Asks  reparation. 

No.    13763.     Edward    E.    Marshall,    Philadelphia,    Pa.,    vs.    Pennsylvania 
et  al. 

t'njust  and  unreasonable  rates  on  coke  from  Elkhorn,  W.  Va., 
to  Harrisburg.  Pa.  Asks  cease  and  desist  order,  just  and  reason- 
able rates  and  reparation. 

No.    13764.    Richmond    Guano    Co.,    Richmond,    Va.,    vs.    Aberdeen    & 
Roekflsh   et  al. 

Unjust  and  unreasonable  rates  on  fertilizer  from  Richmond,  Va., 
to  destination  points  in  North  Carolina.  Asks  cease  and  desist 
order,  just  and  reasonable  rates,  and  reparation. 

No.  13765.     Saginaw  &  Manistee  Lumber  Co.  et  al.,  Williams,  Ariz.,  vs. 
Simla  Fe  et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
lumber,  box  and  crate  material  and  other  forest  products  between 
Williams,  Flagstaff  and  Holbrook,  Ariz.,  and  points  on  the  border 
of  Arizona  and  Mexico.  Asks  just  and  reasonable  rates. 
No.  13766.  The  Ozark  Cider  &  Vinegar  Co.,  Rogers,  Ark.,  vs.  Director- 
General,  as  agent. 

Unjust,  unreasonable,  preferential  or  prejudicial  rates  on  24  car- 
loads of  cull  or  windfall  apples  from  stations  on  Missouri  &  North 
Arkansas  to  Rogers,  Ark.  Asks  reparation. 

No.  13767.     The  Ozark  Cider  &  Vinegar  Co.,  Rogers,  Ark.,  vs.  Director- 
General  as  agent. 

Unjust,    unreasonable,    preferential    or    prejudicial    rates    on    13 
•     carloads  of  cull  or  windfall  apples  from   stations  on  Kansas  City 

Southern  in  Missouri  to  Rogers,  Ark.     Asks  reparation. 
No.    13768.     R.    R.    Agrnew.and   others,    doing   business    under    the    firm 


name  and   style   of   Garrett.     ,v    Agnew,    San    Francisco,    Cal.,    vs. 
Souiheni    I'.-u-iiie   et    al. 

Unjust,    unreasonable,    discriminatory    and    prejudicial    rates    on 
barley   from   Subaco.   Cal..   to  New  Orleans,   La.     Asks  reparation. 

MIDLAND    VALLEY    BONDS 

The  Midland  Valley  Railroad  Company  has  been  authorized 
by  the  Commission  to  issue  $541,000  of  first  mortgage  5  per 
cent  gold  bonds  which  may  be  sold  at  not  less  than  75  per  cent 
of  par  or  pledged  for  short-term  notes. 


OREGON  SHORT  LINE  EXTENSION 

The  Oregon  Short  Line  Railroad  Company  has  been  author- 
ized by  the  Commission  to  construct  an  extension  of  its  Home- 
dale  branch  from  its  present  terminus  at  Homedale,  Idaho,  in  a 
southeasterly  direction  a  distance  of  7.5  miles,  in  Owyhee  county, 
Idaho.  The  line  will  reach  irrigated  farm  lands.  The  company 
was  also  authorized  to  retain  the  excess  earnings  for  10  years. 


PACIFIC   CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  shows  9.938 
cars  held  overtime  in  February,  1922 — a  percentage  of  07.61 — 
as  against  7,854,  or  a  percentage  of  06.46,  for  February,  1921. 


TELEPHONE   CONSOLIDATION 

The  Commission  has  issued  a  certificate  approving  the  ac- 
quisition by  lease  by  the  Pacific  Telephone  &  Telegraph  Com- 
pany of  the  property  of  the  Northwestern  Long  Distance  Tele- 
phone Company.  The  companies  operate  in  Oregon  and  Wash- 
ington. 


BRANCH    LINE   IN    UTAH 

The  Los  Angeles  &  Salt  Lake  Railroad  Company  has  ap- 
plied to  the  Commission  for  authority  to  construct  a  branch 
line  from  Delta,  Utah,  to  Filmore,  Utah.  There  will  be  35 
miles  of  main  track  in  the  branch.  The  territory  traversed  by 
the  proposed  line  is  not  now  served  by  any  railroad,  the  com- 
pany said,  and  it  is  becoming  an  important  agricultural  section. 


Docket  of  the  Commission 


Note.  Items'  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

May  8 — Washington,  D.  C. — Examiner  Kelley: 

Valuation   Docket   No.   16 — In  re  tentative  valuation  of  the  property 

of  Bowdon  Ry.  Co. 

May  8 — Washington,  D.  C. — Examiner  Pattison: 

valuation  Docket  No.  102 — In  re  the  tentative  valuation  of  the  prop- 
erty of  the  Riverside,  Rialto  &  Pacific  R.  R.  Co. 
May  8 — Chicago,  111. — Examiner  H.  W.  Johnson: 
Fourth    Section    Applications    1851,    1857,    1858,    1861,    1899,    860,    861, 

2295.  2809,  2896.  442,  4012,  4532,  3186,  3193.  1906,  1907  and  others. 
Numerous  fourth  section  applications  of  W.  H.  Hosmer  and  individ- 
ual carriers  which  involve  class  and  commodity  rates  in  and  ad- 
jacent to  Western  Trunk  L/ine  territory. 
May  8 — Washington,  D.  C. — Examiner  Jewell: 

4800 — Sloss-Sheffield  Steel  and  Iron  Co.  et  al.  vs.  L.  &  N.  et  al. 
May  8 — Denver,  Colo. — Examiner  Woodrow: 
13545 — The  Grimes  Co.    (formerly  the  Western  Iron  and  Metal  Yard 

Co.)  vs.  D.  &  R.  G.  W.  et  al. 
13467 — The  Hendrie  &  Bolthoff  Mfg.   and  Supply  Co.  vs.  C.  B.   &  Q. 

et  al. 

May  8 — Atlanta,  Ga. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  8 — Kansas  City,  Mo. — Examiner  Fuller: 

I.  and   S.   1523 — Non-absorption  of  switching  charges  of  the  Kansas 

City  Railways  Co. 
May  8 — Lynchburg,  Va. — Examiner  McGrath: 

13389 — Lynchburg  Foundrry  Co.  vs.  N.  &  W.  et  al. 
May  9 — Washington,  D.  C. — Examiner  Burnside: 

13549— Divisions  of  joint  rates,  fares  and  charges  on  traffic  inter- 
changed between  the  Nevada-California-Oregon  Ry.  and  its  con- 
nections. 

May  9 — Denver,  Colo. — Examiner  Woodrow: 
13507 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General 
542 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General 
13489 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 

May  10 — Parkersburg.  W.  Va. — Examiner  Worthington- 
13557— The  Parkersburg  Rig  and  Reel  Co.  vs.  Director  General,  B.  & 

13537— The  Parkersburg  Rig  and  Reel  Co.  vs.  C.  M.  &  St   P   et  al 
13506— The  Parkersburg  Rig  and  Reel  Co.  vs.  St.  L.-S.  F.  et  al. 
May  10 — Ixjuisville,  Ky. — Examiner  Cassidy: 

13525 — Calumet  Fertilizer  Co.  vs.  L.  &  N.  et  al. 
May  10 — Argument  at  Washington.  D.  C.: 

Finance  Docket  1258— In  the  matter  of  the  application  of  the  Duluth 
&  Northern   Minnesota  R.   R.  Co.  for  a  certificate  of  public  con- 
venience and  necessity. 
May  10 — Denver.  Colo. — Examiner  Pattison: 

13588 — Western  coal  rates. 
May  10 — Denver,  Colo. — Examiner  Woodrow: 

13141— The  Larimer  County  Co-operative  Milk  Condensery  Co  vs 
Director  General. 


May  11  —  Philadelphia,  Pa.—  Examiner  Quevedo: 

12840  —  G.   B.  Markle  Co.,  now  Jeddo-Highland  Coal  Co.  vs.  Director 

General. 
May  11  —  Tulsa,  Okla.—  Examiner  Fuller: 

13553  —  Empire  Refineries.  Inc.,  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

13552  —  Empire  Refineries,  Inc.,  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
May  11  —  Washington,  D.  C.-  —  Examiner  Hartman: 

Valuation   Docket   No.  2  —  In   re  supplemental  tentative  valuation   of 

the  property  of  the  Texas  Midland  R.  R. 
May  11  —  Washington,  D.  C.  —  Examiner  Kelley: 

Valuation  Docket  No.  126  —  In  re  tentative  valuation  of  the  property 

of  Western  Pacific  Ry.  Co. 
May  11  and  12  —  Argument  at  Washington,  D.  C.  : 

8182  —  Western  cement  rates. 

11829  —  Nebraska  rates,  fares  and  charges. 

May  11  —  Louisville,  Ky.  —  Examiner  Cassidy: 
13572  —  United  States  Coal  and  Coke  Co.  vs.  Director  General,  L.  &  N. 

May    11  —  Washington,    D.    C.  —  Examiner   Jewell: 
I.  and  S.  1528  —  Cancellation  of  through  rates  on  apples  from  Pacific 

coast. 
May  12  —  Denver.  Colo.  —  Examiner  Woodrow: 

*  I.  &  S.   1538  —  Soft  coal  from  Curtis  Mine,  Colo.     Fourth  Section  Ap- 

plication  No.   4551,    filed   by   the   Denver,   Northwestern   &   Pacific 
Ry.  Co. 

May  12  —  Wildwpod.  N.  J.  —  Examiner  Quevedo: 
13419—  Atlantic  City  R.  R.  Co.  vs.  Wildwood  &  Delaware  Bay  Short 

Line  R.  R.  Co. 

May  12  —  New  Orleans,  La.  —  Examiner  Keeler: 
12681—  In  re  charges  for  wharfage,  handling,  storage   and  other  ac- 

cessorial services  at  south  Atlantic  and  gulf  ports. 
May  12—  Tulsa,  Okla.—  Examiner  Fuller: 

11842  —  General   Iron  Works  vs.   Director  General,   C.  C.   C    &  St    L 
et  al. 

May  18  —  Washington,  D.  C.  —  Commissioner  Meyer  and  Examiner  Hart- 
man: 

*  Valuation  Docket  15—  In  re  Tonopah  &  Tidewater  R.  R.  Co. 
May  13  —  Columbus,  O.  —  Examiner  Worthington- 

13645—  The  Pure  Oil  Co.  vs.  Director  General. 
May  13  —  Duluth,  Minn.  —  Examiner  Gaddess: 

13647  —  Hamilton  Furnace  Co.  vs.  B.  &  O.  et  al. 
May  13—  Argument  at  Washington,  D.  C.: 

Valuation   Docket   1—  In  re  tentative  valuation   of  the   properties  of 

P  R. 


May    15—  Washington,   D.   C.—  Examiner   Bartel: 

™5~7Inr,th?-,Ama^teiyf  routi"S  of  traffic  over  the  lines  of  the  K.  C. 
Texfs  Kemper,   Recv.),   the  K.   C.   M.   &  O.   Ry.   Co.   of 

May  15—  Memphis,  Tenn.—  Examiner  Cassidy: 

''parnd  R'  R1~7^aStSf™  serY'cebytap  lines—  Prescott  &  Northwest- 
ern   R.  R.  Co.  and  OXmchita  &  Northwestern  R.  R    Co 

M??JlTcIi1ue^olis'  Minn-—  Examiner  Gaddess: 

-South  Shore  Cedar  Co.  et  al.  vs.  Director  General. 
13554  —  J.  C.  Sewell  &  Co.  vs.  Director  General 
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DISTRIBUTION 

FACILITIES  UNSURPASSED  SWITCH  TRACKS  CONNECT  WITH  ALL  RAILROADS 

EQUIPPED  WITH  SPRINKLER  SYSTEM  LOWEST  INSURANCE  RATE  EFFICIENCY  WATCHMAN  SERVICE 

COOL  AND  CLEAN  BUILDING  OUR  WATCHWORD— "SERVICE" 

LET    US    HAVE   YOUR    INQUIRIES 

THE    DOUGLAS    PUBLIC    SERVICE    CORPORATION,    INC. 

118  North  Front  Street  New  Orleans,  Louisiana 


INTERSTATE  COMMERCE  COMMISSION 

Southeastern  Class  Rate  Investigation 

Investigation  m-muled  by  the  turn  mission  of  claim  rat  en  applicable  in  interstate  commerce  within  southern  ter- 
ritor>  :  between  that  territory  and  Ohio  Kiver  crossings  and  points  in  Illinois.  Buffalo-Pittsburgh  and  contra!  territories 
and  between  that  territory  and  Virginia  cities,  and  points  in  Trunk  Line  nnd  New  England  territories.  The  Commission 
in  fixing  interstate  rate*  will  consult  with  the  state  commissions  with  a  view  to  bringing  about  greater  harmony  between 
intraslate  and  interstate  rates.  Numerous  fourth  section  departures  are  also  involved. 

I  ir-t  hearing  begins  at  Atlanta  on  May  22nd;  subsequent  hearings  are  to  he  held  at  Asheville,  Cincinnati  and 
New  York. 

For  copies  of  Official  Stenographer's   Minutes  address  the  undersigned. 


United  States  Shipping  Board 

Hearings  on  question  of  whether  adequate  facilities  exist  to  warrant  enforcement  of  section  28  of  the  Merchant 
Marine  Act  of  1920;  affecting  movement  of  tonnage  through  the  ports  under  preferential  export  rates  to  ships  oper- 
ating under  the  American  flag. 

Hearings  to  be  hold  as  follows: 
New  York 
Savannah.  Ga. 


...April24-2f. 

.May   11 
New  Orleans,  La..  .  May  15 

iui.<.  Mo June    6 

Chicago,  III .June   8 

For  copies  of  Official   Stenographer'!  Minutes  address   the  undersigned. 


Angeles,  Cal July    6 

Francisco,  Cal July   9 

Portland.  Ore July  12 

Seattle,  Wash July  15 


National  Association  of  Railway  and  Utilities  Commissioners 

<  omentinn    held    Atlanta,   (,a..   October,   1921;  next   convention  to  be  held   Detroit.   Mich..  September,  1922. 
Valuable  reports  and  discussions  on   matters  affecting  all  public  utilities  under  the  jurisdiction  of  the  various  state 
mm  missions  of  the  I'nited  States. 

Official  copies  of   1921   contention  now  on  press.     Price,  $5.00  per  copy. 
For  Official   Stenographic   Report  address   the   undersigned. 


THE  STATE  LAW  REPORTING  COMPANY 


OFFICIAL    KKI'OKIl  I 


235  BROADWAY 


Itr.  r-tate  Commerce   Commission, 
d    States   Shipping    Board. 
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May  15— Chicago.  III. — Examiner  Butler: 

13403 — Globe  Rendering  Co.  vs.  Director  General. 

13458 — Ben  D.  Anguish  et  al.  vs.  Ala.  &  Vicksburg  Ry.  et  al. 
May  15 — Philadelphia.  Pa. — Examiner  Quevedo: 

13520 — The  Atlantic  Refining  Co.  vs.  Director  General.  Pa.  R.  R. 

13495 — E.  I.  DuPont  de  Nemours  &  Co.  vs.  Director  General.  New 
Orleans  &  Northeastern  R.  R.  et  al. 

13495,  Sub.  No.  1 — E.  I.  DuPont  de  Nemours  &  Co.  vs.  111.  Cent.  R.  R. 
et  al. 

13495,  Sub.  No.  2— E.  I.  DuPont  de  Nemours  &  Co.  vs.  Director  Gen- 
eral, 111.  Cent.  R.  R.  et  al. 
May  15 — Cincinnati.  O.— Examiner  Worthington: 

13605— The  Dewey  Bros.  Co.  vs.  C.  &  O.  Ry.  et  al. 

13603 — The  Dewey  Bros.  Co.  vs.  N.  &  W.  Ry.  et  al. 

Such  portions  of  fourth  section  application  No.  1561,  filed  by  the 
Norforlk  &  Western  Ry.  Co..  by  which  carriers  named  as  parties 
thereto  ask,  among  other  things,  for  authority  to  continue  to 
charge  for  the  transportation  of  coal,  in  carloads,  from  Caples, 
Excelsior,  Pageton,  Springton  and  Susanna,  W.  Va.,  to  Loveland, 
O.,  rates  which  are  lower  than  the  rates  contemporaneously  main- 
tained on  like  traffic  to  Blanchester,  Leesburg  and  Lynchburg,  O.. 
and  other  Intermediate  points. 

13604 — The  Dewey  Bros.  Co.  vs.  L..  &  N.  et  al. 
May  15 — Fort  Worth,  Tex. — Examiner  Fuller: 

13558 — John  A.   Hunt   &   Co.    vs.    Ft.   Worth   &   Rio  Grande   Ry.   Co. 

et  al. 
May  15 — Salt  Lake  City.  Utah — Examiner  Pattison: 

9613 — Cameron  Coal  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.  (Further 
hearing.; 

1 3588 — Western  coal  rates. 
May  15 — Washington.  D.  C. — Examiner  Marchand: 

valuation  Docket  No.  149 — In  re  tentative  valuations  of  the  prop- 
erties of  Mobile  &  Ohio  R.  R.  Co.  and  Warrior  Southern  Ry.  Co. 

Valuation  Docket  No.  31 — In  re  tentative  valuations  of  the  properties 
of  the  Norfolk  Southern  R.  R.  Co.,  Atlantic  &  North  Carolina  R.  R. 
Co.,  and  Carthage  &  Pinehurst  R.  R.  Co. 
May  15 — Galveston,  Tex. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage   and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  15 — Argument  at  Washington.  D.  C.: 

11105 — United  Chemical  and  Organic  Products  Co.  vs.  Director  Gen- 
eral, I.  H.  B.  et  al. 

9922— Lake  Charles  Ri«e  Milling  Co.  vs.  Abilene  &  Northern,  Director 
General,  et  al.  (As  to  transit  at  Lake  Charles.) 

9922— Lake  Charles  Rice  Milling  Co.  vs.   Abilene  &   Northern  et  al. 

.    (As  outlined  on  page  41  of  I.  C.  C.  63. ) 

673  and  678. 
May  15 — Washington,   D.-  C. — Examiner  Burnside: 

13668 — In  the  matter  of  divisions  of  joint  rates,  fares  and  charges 
on  traffic  interchanged  between  the  Kansas  City,  Mexico  &  Orient 
R.  R.  Co.  (William  T.  Kemper,  receiver)  and  the  Kansas  City, 
Mexico  &  Orient  Ry.  Co.  of  Texas  and  their  connections. 

May  16 — Omaha,  Neb. — Examiner  Disque: 

13273 — In  the  matter  of  interstate  and  intrastate  rates  for  the  trans- 
portation of  ordinary  live  stock,  in  carloads,  from  points  in  Ne- 
braska to  Omaha  and  South  Omaha,  Neb.,  in  their  relation  to  rates 
on  the  same  commodity,  in  carloads,  from  points  in  Nebraska  to 
Kansas  City  and  St.  Joseph.  Mo.,  and  Sioux  City,  la. 
May  16 — Washington,  D.  C. — Chief  Examiner  Quirk: 

11567 — The   Order  of   United    Commercial   Travelers   of   America  vs, 

Pullman  Co.  (further  hearing). 
May  16 — Argument  at  Washington,  D.  C.: 

*78 — Allowances  of  mileage  for  Mississippi  River  crossings. 
12009 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
May  16 — Minneapolis.   Minn. — Examiner  Gaddess: 
13598 — Dickinson   Grocery   Co.   vs.   Director  General,   A.   T.   &   S.   F. 

et  al. 

13611 — Northern  States  Power  Co.  vs.  A.  T.  &  S.  F.  et  al. 
13611,  Sub.  No.  1— John  Morrell  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
May  16— Chicago,  111.— Examiner  Butler: 

13496 — National  Brick  Co.  vs.  Director  General,  C.  C.  C.  &  St.  L. 
13498 — North  American  Oil  and  Refining  Corp.  vs.   Director  General, 

K.  C.  M.  &  O.  R.  R.  et  al. 
13498,  Sub.  No.  1— North  American  Oil  and  Refining  Corp.  vs.  K.  C. 

M.  &  O.  R.  R.  et  al. 
13498,  Sub.   No.  2— North  American  Oil  and  Refining  Corp.  vs.  K.  C. 

M.  &  O.  R.  R.  et  al. 

May  16 — Fort  Worth.  Tex. — Examiner  Fuller: 

13619 — Ross  Bros.  Horse  and  Mule  Co.  et  al.  vs.  Un.  Pac.  R    R.  et  al 
13627 — Burnett-Tount  Horse  &  Mule  Co.  et  al.  vs.  Abilene  &  South- 
ern Ry.  et  al. 

Portions  of  Leland's  fourth  section  applications  Nos.  461.  462  621 
673,  678. 


vs.    Lenox   R.    R.    Co. 


May  17 — Fort  Worth,  Tex. — Examiner  Fuller: 
I.    and    S.    No.    1529 — Restriction    in    routing   on    traffic   from    Pacific 

northwest  to  points  in  Texas. 
May  17 — Chicago,  111. — Examiner  Butler: 
13639 — The  Creamery   Package  Mfg.   Co.   vs.   Director  General.   Pere 

Marquette  et  al. 
13684— The  Creamery  Package  Mfg.    Co.   vs.   Director  General,   Pere 

Marquette  Ry.  et  al. 
May  17 — Allentown.  Pa. — Examiner  Quevedo: 

13278 — Trojan  Powder  Col  vs.  P.  &  R.  Ry.  et  al. 
May  17— Washington,  D.  C.: 
13528 — Investigation   of   power   brakes   and   appliances   for   operating 

power  brake  systems. 

May  17 — Jackson,  Miss.— Examiner  Cassidy: 
12565 — Macgowan    Coffee   Co.    vs.    New   Orleans   Northeastern   R.   R. 

Co.,  Director  General  et  al. 

May  17 — Cincinnati.  O. — Examiner  Worthington: 

13533 — The  Cincinnati  Grain  and  Hay  Exchange  Co.  et  al.  vs.  Aber- 
deen &  Rockfish  R.  R.  Co.  et  al. 
May  18— Fort  Worth,  Tex.— Examiner  Fuller: 
13560 — Acme  Coffee  Co.  et  al.   vs.  Beaumont,  Sour  Lake  &  Western 

Ry.  Co.  et  al. 
13560,  Sub.  No.  1 — The  Cooper  Grocery  Co.  et  al.  vs.  The  Beaumont, 

Sour  Lake  &  Western  Ry.  Co.  et  al. 
13559 — National  Coffee  Co.  et  al.  vs.  Gulf,  Colorado  &  Santa  Fe  Ry. 

et  al. 
May  18 — Chicago,  III.— Examiner  Butler: 

13680 — Armour  &  Co.  vs.  Director  General. 
13681 — Armour  &  Co.  vs.  Director  General. 
13682 — Armour  &  Co.  vs.  Director  General. 
May  18 — Cincinnati,  O. — Examiner  Worthington: 
13626— The  Big-  Mandy  Coal  and  Mining  Co. 

et  al. 
May  18 — New  Orleans.  La. — Examiner  Cassidy: 

13336 — Neal  Veneer  Co.  vs.  Marianna  &  Blountstown  R.  R.  et  al. 
May  18 — Argument  at  Washington,  D.  C.: 

10704 — Tidewater  Oil  Co.  vs.  Director  General,  C.  R.  R.  of  N.  J.  et  al. 
I.  and  S.  1490— Grain  from  I.  C.  R.  R.  Illinois  points  to  New  Orleans, 

La.,  for  export. 
10526 — Anaconda  Copper  Mining  Co.  et  al.  vs.  Director  General,  Ann 

Arbor  et  al. 

10581 — American  Smelting  and  Refining  Co.  et  al.  vs.  Director  Gen- 
eral, Ann  Arbor  et  al. 

May   19 — Butte,  Mont. — Examiner  Keene: 

*  12929 — Interstate    rates   on    grain,    grain    products    and    hay.    in    car- 
loads, between  points  in  the  western  and  mountain-Pacific  Ri-oups. 

May  19 — New  York,  N.  Y. — Examiner  Quevedo: 
11755 — Raritan  Copper  Works  vs.   Director  General,  N.   Y.   O.  &   W. 

et  al. 
13227 — The  New  Jersey  Zinc  Co.  vs.  Director  General,  A.  T.  &  S.  F. 

et  al. 

May  19 — St.  Louis,  Mo. — Examiner  Keller: 
12737 — Slogo  Coal  Corporation  vs.  Mo.  Pac.  et  al. 
12737,  Sub.  No.  1 — Perry  County  Coal  Corp.  vs.  B.  &  O.  et  al. 
May  19 — Milwaukee,  Wis. — Examiner  Gaddess: 

13459 — Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 
May  19 — Argument  at  Washington,  D.  C.: 
I.    and    S.    1431 — Cotton   and   cotton   linters   from   Mississippi   Valley 

points. 
May  19 — Butte,  Mont. — Examiner  Pattison: 

13588 — Western  coal  rates. 
May  19 — Chicago,  111. — Examiner  Butler: 
13643 — Lehigh    Portland   Cement   Co.    vs.    Director   General    and   111. 

Cent.   R.  R. 

May  20— St.  Louis,  Mo.- — Examiner  Keeler: 
13646 — Walter  A.  Zelnlcker  Supply  Co.  vs.  Director  General,  Sou.  Ry. 

et  al. 

I.  &  S.  1525 — Classes  and  commodities,   from  Illinois,  Indiana,   Ken- 
tucky and  Missouri  to  C.  &  O.  Ry.  stations. 
May  20 — Argument  at  Washington,  D.  C. : 
I.  and  S.  1489 — Intermediate  switching  charges  at  Toledo,  O. 
11892 — U.  S.  War  Dept.,  Inland  Waterways,  Mississippi-Warrior  Ser- 
vice, vs.  Abilene  &  Southern  et  al. 

11893 — U.  S.  War  Dept.,  Inland  Waterways,  Mississippi-Warrior  Ser- 
vice, vs.  Abilene  &  Southern  et  al. 
May  20 — Indianapolis,  Ind. — Examiner  Worthington: 
13463 — Indiana  State  Farm  vs.  Director  General. 
13532 — Indiana  Coke  and  Gas  Co.  vs.  B.  &  O.  et  al. 
May  20 — Milwaukee,  Wis.— Examiner  Gaddess: 

13516 — The  Chamber  of  Commerce  of  the  City  of  Milwaukee  vs.  C.  B. 
&  Q.  et  al. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


GEORGE  N.  BROWN 


GEORGE  L.  BOYLE 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special   attention   to   Freight   Rate  Adjustments 

and   Practice   before   the  Interstate 

Commerce   Commission 

Room   806  American  Natiomal  Bamk  Bnildinx 
Telephone  Main  2702  Washiarton.  D.  C. 


LESSER  &  LESSER 

Attorneys  and  Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


KARL  KNOX  GARTNER 

COMMERCE  COUNSEL 

701-706  WOODWARD  BLDO.,  WASHINGTON,  D.  C. 

(Tor  a  number  of  yews  attorney  ind  ei- 
uniner,  Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  yean  Attorney-Examiner,  Interstate  Com- 
merce Commission.  For  ten  years  Commerce  Counsel, 
various  shippers' organizations,  and  member  National 
Industrial  Traffic  League. 


Woodward  Building 


Washington.  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central   Trust   Building, 

St.  Louis,  Me. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commission*  and  raQroad 
and  rate  litigation  and  claims. 


May  13.  1922 


THE    TRAFFIC    WORLD 


1025 


TABLE  OF  CONTENTS 


EDITORIAL 

ing»     l>>      the     Kovernment — Transportation     education — A 
traffic    club    home 1029 

CURRENT  TOPICS  IN  WASHINGTON 

President  Harding'*  railroad  dinner— Knd  of  the  Texas- 
LouUiana  war — Washington's  way  of  savin*;  daylight — 
Specification  of  rail-and-water  rate — Rate*  from  Indiana  to 
Wisconsin — How  to  dispose  of  irrelevant  testimony 1033 

DECISIONS   OF   THE   COMMISSION 

California  Cotton  Mills  Co.   v*.   Director-General;  ca*e   12347; 

twine  and   factor)    sweeping*  (68  n>J-408) 1035 

France.    Republic    of.    vs.    Director-General.    P.    4k    R. ;    case 

12448:   also  12450.   Same  vs.    Same:    explosives    Its    1.   C 

41J-4 13)     1035 

Kansas  City,   switching  charges  at;    I.   and   8.    1427    (miniro- 

graphed)     1035 

Minnesota  Transfer,   storage  In  transfer  at.  on   Import   traffic 

from  Pacific  coast  port*:  I.  and  S.  141C  (mimeographed)....    1O15 
Rchule's  Pure  Grape  Juice  Co..  Inc..  et  al    vs.  N    Y.   N.  H.  * 

H.  et  al.;  also  12984.  Same  T*.  Same:  grape  juice  (M  I.  • 

4SS-4SO    .".T 10JS 

Illinois  Central  R.  R.  Co.  et  at   vs     X    O    O     X.   et   al.:  ca*e 

11418:  lumber  dressing  In  transit   (U  I.  C.  C.,  505-504!) 1035 

Petroleum    and   products    from    Shrvveport    to    Raton    I: 

Natchei  and  vlcluburg:   I.  and  8.    147J    (mimeographed)...   1038 
Werner.   Louis.   Stave  Co.  r*.   Director-General.    U   R.   A    X.: 

case  11229:  stave*  IM  I  103C 

Ft.  Wayne  Rolling  Mill  Corporation  v*    C.  M.  *  St.  !•.  rt  al.: 

ca*e  12425;  also  12427.  Same  vs.    A.   T.   *t   8.  F.   et  al.:  bar 

Iron   IM  L  C.  C..  439-441  1037 

Fox   Paper  Co.   et  al.   vs.   Director-General;   case  11»M;  coal 

(M  

Anderson   A    Oustafson.    Inc..   et   al.   v*.    M.    K.    *    T.    et    al.: 

ca*e  12*42:  crude  petroleum  1037 

Federal  Valley  R.   R.   Co    vs.   T.    *   O.   C.   «t   al.;   cue  IM30: 

coal  rat*  divisions  .499-504) : 

East  BpringMd  Citizens'  Club  et  al.  v*.  .\  v  press  Co  : 

oaae    13*69:    express    delivery    and    colleetlon    («» 

412-414)     mi 

Standard    Chemical    Mfg     c...    x-  u    :    case    12572: 

ground  wormaeed    <U  I.   C.   C..   4«7-47'» 
Rrundred  Bros.  r*.    Prairie  Pipe    Urw   Co.  et  al.:   case  11812: 

crude  oil  («  10J« 

TENTATIVE   REPORTS  OF  THE   COMMISSION  1039 

SHIP  SUBSIDY   LEGISLATION 

TRAFFIC   LESSON    NO.   10— By   Prof.   Grover   O.   Huebner 

LOSS  AND  DAMAGE  DECISIONS 

Cases  decided  by  ctate  and  federal   court-  ..   1050 

MISCELLANEOUS  TRAFFIC   DECISIONS 

Cases  decided  by  Mate  and  federal  courts..  .    1052 

•HIPPING   DECISIONS 

Case*  decided  by  state  and  federal 

THE  OPEN   FORUM 

Misquotation     of     rate*— State     and     federal     co-operatlon- 
Tracer   service    . 


U.  S.   RAILROAD   LABOR   BOARD 
PERSONAL    NEWS    AND    NOTES 
RAILROAD  HEADS  TO  DINE  WITH   HARDING 
DECISION    IN    GENERAL    RATE    INQUIRY 

QUESTIONS  AND   ANSWERS 

I-egal  and  practical  questions  answered   In-  . 

NEW   COMPLAINTS 

Digests  of  petitions  filed  with  the  Commission 

DOCKET  OF  THE  COMMISSION    • 

Dates  and  place*  of  hearlnvi  and  argument*. . . 


: 

:  ; 
1  • 
• 


|{  ~ 


THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 

^,   Mel  III 


CHICAGO 

418.430  S.  MARKET  STREET 
Telephone.   Hsrrlion 


Mr.  Traffic  Man: — 

Have  You  a  Chicago 

Warehousing  Problem? 

Save  yourself  and  your  Company  Time, 
Money  and  Worry  by  distributing  your  prod- 
ucts to  your  midwestern  trade  through  the 
unexcelled  storage  and  traffic  facilities  of 

Chicago's 
Big  Downtown   Warehouse 

located  at  the  Pennsylvania  System's  immense 
Polk  Street  Terminal. 


This    Mammoth    Institution 

is  at  your  disposal,  offering  to  you: 

1.  The  best  space  in  Downtown  Chicago  for 
the  storage  of  spot  stocks  readily  accessible  to 
your  Chicago  trade. 

2.  Superior  facilities  for  breaking  pool  cars 
and  for  prompt  less-carload  reshipment  to  des- 
tinations anywhere  without  cartage. 

3.  Storage-in-transit  privileges. 

4.  The  consistently  conscientious  attention 
of  a  trained  organization. 

Consign  your  cars  in  our  care  and  find  out 
what  constitutes  dependable,  up-to-the-minute 
warehousing  service. 

The  Largest  Public    Warehousing 

Unit  West  of  the  Atlantic 

Seaboard 

Considerate — Efficient — Economical  —  Reliable 

Western  Warehousing 
Company 

Polk  Street  Terminal,  Pennsylvania  System 

CHICAGO 

"At  the  Edfe  of  the  Loop"  WILSON  V.  LITTLE,  Supi. 
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Rapid  Transit 
And  The  Gateway— 


TO  HAVE 

YOU  WANT 
1  WHERE  YOU  WANT  IT 
WHEN  YOU  WANT  IT 


^HE  old  axiom  that  the  speed 
•*-  with  which  a  bottle  may  be 
emptied  depends  upon  the  neck 
holds  good  in  shipping  through 
"L.  C.  L."  freight — the  interchange 
gateway  is  the  neck  of  the  bottle. 


Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 


Why  I 


Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  interes*" 
everywhere. 


ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 

describing 

our  transfer 

service 


More  Than  Two  Million  Dollars  Invested  in  Facilities 
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Where  to  reach  them 


The  Southern  Pacific  Pioneered 

the  use  of 

OIL  vs.  COAL 

Insuring  freedom  from  cinders 
Via  SUNSET  ROUTE,  New  Orleans  to  Pacific  Coast. 


The  same  policy  now  adopted  on  our  Steamship  Line 

NEW  YORK  TO  NEW  ORLEANS 

Increases  the  delights  of  ONE  HUNDRED  GOLDEN  HOURS  AT  SEA 

S.  S.  "Momus"  already  converted  to  an  Oil  Burner 
S.  S.  "Creole"  to  follow 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U,  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,  LOS  ANGELES  HARBOR 
SAN  FRANCISCO,  OAKLAND,  PORTLAND,  SEATTLE, 


MOBILE,  NEW  ORLEANS,  LOS  ANGELES  HARBOR,  SAN  FRANCISCO 
OAKLAND,  PORTLAND,  SEATTLE 


Through  Bill*  of  Lading  ittaed  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Itlandi. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 

Marquette  Bid*      131  State  St.      Lafayette  Bldg.       Oliver  Building      1024  Prudential  Building        Central  Bldg.      201  California  Street      Pierce  Building 
Chicago  Boston,  Mass.       Philadelphia  Pittsburgh  Buffalo,  N.  Y.  Log  Angeles  San  Francisco  St  Louis 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Railway  Exchange 
Portland 


L.  C.  Smith  Bldg. 
Seattle 


211  Eleventh  St        Empire  Shipping  Co.,  Agents 
Tacoma,  Wash.  Vancouver,  B.  C. 


Save  Money  on  Your  Freight  Shipments 
"How?"    That  is  Simple 

Simple,  indeed,  if  those  shipments  of  yours  include  Household 
Goods,  Automobiles  or  Machinery  for  domestic  points  or  any- 
thing anywhere  for  export,  and  remember  that  our  Consoli- 
dated Carload  Service  not  alone  saves  you  money,  but  time 
and  trouble  as  well. 

"The  reason?"  That  is  simple,  too — Consolidation  and  Co-operation, 
those  are  the  factors  which  effect  all  these  savings  when  shipments  are 
made  through  our  Consolidated  Carload  Service. 


Boston:     Old  South  Building. 
Buffalo:     Ellicott  Square. 
Philadelphia:     Drexel  Building. 
Cincinnati:     Union  Trust  Building. 
Cleveland:    Hippodrome  Building. 


Export  and  Domestic  Freight  Forwarders 

General  Offices;    203  So.  Dearborn  St.,  Chicago 
Eastern  Offices:      Woolworth  Bldg.,  New  York 

Los  Angeles:     Van  Nuys  Building. 
San  Francisco:     Monadnock  Building. 
Seattle:    Alaska  Building. 
Portland,  Oregon:     13th  and  Kearney  Sts. 
Write  the  Nearest  Office. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL. 

Copyntht.  1422.    SuctMnlh  Y«rj 

Mtn-btr  of  A.  B.C., 
A  working  tool  for  traffic  men.  both  industrial  and  railroad;  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 
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SATURDAY,  MAY  13.  1922 


No.  19 


E  P.  HAMM. 

HENRY  A.  PALMER.  Editor 

H.  W.  KELLOGG.  Ad 


W.  C,  TYLER.  S«™twy-Tr»w 
E  C  VAN  ARSDEU  Buanai 


I.  A  HAMM.  Mumft. 

SfMotlSvvia 


•n  pcymfab  in  tdvun  Mid 


All  rwtanoi.  *ouU  b.  ~d.  p^kb  ID  or*r  of  THE  TRAFFIC  SERVICE   COR 
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TERMS  OP  SUBSCRIPTION 
ONE  YEAR  , *l«-g 


SIX  MONTHS  . 
THREE  MONTHS 
SINGLE  COPY  . 


4IMJO  South  Market  Street. 
CHICAGO.  ILL 


Coiormdo  Building. 
WASHINGTON.  D.  C. 


SAVINGS  BY  THE  GOVERNMENT 
We  have  no  desire  to  belittle  the  results  claimed  in 
the  report  of  savings  and  economics  in  govcnuaeotal 
business  by  the  Director  <>f  the  Bureau  of  the  Budget, 
nor  do  we  pretend  to  ability  to  analyze  the  report  in  any 
complete  or  adequate  way.  But  if  the  system  through- 
out i-  the  same  that  is  used  in  some  of  the  departments 
with  which  we  are  familiar,  we  should  say  that  the  report 
!st-d  largely  on  the  theory  that  if  some- 
body or  some  agency  had  not  compelled  the  government 
officials  involved  to  use  merely  sensible  and  busirc 
like  methods  in  specific  cases,  quite  the  opposite  kind  of 
methods  would  have  been  used ;  and  the  difference  in 
cost  between  the  idiotic  thing  and  the  sensible  thing  i- 
credited  to  ".•»•• -nomies  and  savings"  by  some  such 
process  of  reasoning  as  this:  "If  we  had  covered  the 
kn"bs  on  all  the  doors  in  the  treasury  building  with  gold 
leaf,  it  would  have  cost  five  dollars  per  knob ;  there  are 
5,000  doors ;  therefore,  the  cost  would  have  been  $25,000 ; 
but  we  did  not  use  the  gold  leaf;  therefore,  the  saving 


The  report  is,  indeed,  the  best  possible  justification 
for  the  Federal  Traffic  Board  and  shows  in  detail  the 
things  it  has  accomplished.  Some  of  the  items,  while 
not  altering  one's  opinion  that  the  board  was  needed, 
certainly  show  the  idiocy  that  prevailed  before  it  was 
organized.  For  instance,  there  is  an  item  of  $200,000, 
annual  saving  on  account  of  proper  "commercial  classi- 
fication of  government  shipments  in  accordance  with  the 
terms  of  existing  consolidated  freight  classifications, 
eliminating  the  charging  of  higher  rates  for  government 
material  shipped  under  departmental  nomenclature." 
( )ne  wonders  how  or  by  what  system  such  shipments 
were  made  before  the  advent  of  the  traffic  board.  We 
hear  of  a  man  now  and  then  who  thinks  he  can  run  a  big 
liu»ine»  without  a  traffic  manager,  but  usually  that  man 
has  some  idea— or  thinks  he  has  some  idea — of  getting 
the  rates  and  the  ratings  he  is  entitled  to  for  the  com- 
modity he  ships.  It  would  appear  that  the  government 
heads  of  departments  have  not  tven  thought  they  had 
ii  the  subject.  There  is  another  item  of  $200,000 
on  account  of  the  "issuing  of  instructions  covering  the 
routing  of  government  material  via  water  as  against 
rail,  based  on  actual  saving  since  the  water  transporta- 
tion committee  (of  the  traffic  board)  has  been  handling 
water  shipments."  This  amount  is  estimated  for  the 
period  between  March  1  and  June  30,  this  year. 

Kven  the  United  States  Shipping  Board,  which  is 
generally  supposed  to  have  known  something  about  the 
traffic  business,  even  before  the  Federal  Traffic  Board 
rganized,  is  quoted  in  the  report  of  the  Director 
of  the  Budget  as  praising  the  traffic  board  plan  because 
it  made  it  possible  for  the  Shipping  Board  to  "curtail 
express  shipments  in  favor  of  parcel  post  and  freight" ; 


is  $25,000." 

That  sounds  as  if  it  were  overdrawn,  but  constcMtfVRause  it  permitted  "closer  co-operation  with  the  pur- 
this   from    the   report:    "Shipment   of   three   buoys,    for     chasing    department,    resulting   in    material    being    pur- 

.irtment  of  Commerce,  New  York  to  Pacific  Coast ; 
rail  cost,  $2,362.28:  cost  by  water  route,  $576.00;  saving, 
S1.786.2X."  That  is,  that  amount  was  saved  by  shipping 
by  water  instead  of  by  rail.  A  saving  of  $652.48  is  *\m\ 
larly  shown  in  the  shipment  of  a  buoy  by  water  from 
New  York  to  San  Francisco,  and  of  $231.00  in  shipping 
a  lighthouse  lantern  from  !'...-t"ii  to  San  Francisco  by 
water  instead  of  by  rail.  \Ve  suppose  it  was  assumed 


that  these  shipment*  would  have  been  made  by  rail,  if 
the  Federal  Traffic  Board  had  not  been  organized,  be- 
cause such  shipments  always  had  Ix •<  n  made  by  rail, 
an  think  of  no  other  assumption  on  which  it  would 
be  at  all  possible  to  enter  such  items  in  the  savings 
column. 
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chased  f.  o.  b.  point  of  origin  and  moved  to  destination 
on  government  bills  of  lading,  thereby  enabling  us  to 
enjoy  the  advantage  of  land-grant  deductions" ;  and  be- 
cause it  permitted  "closer  co-operation  with  material 
sales  division  in  the  movement  of  surplus  and  salvaged 
material." 

\Ve  should  say  that  there  was  certainly  a  decided 
opportunity  for  ;i  Federal  Traffic  Board  such  as  has 
been  organized  and  is  now  functioning.  It  would  seem 
that,  in  showing  the  savings  and  economies  effected  by 
it,  the  report  goes  almost  to  the  extreme  of  showing 
that  no  brains  wen-  employed  in  the  business  of  govern- 
ment traffic  before  its  existence.  It  at  least  assumes 
that  many  of  the  operations  now  performed  properly, 
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Ul'LF,  MOBILE  *  XOBTHEBU 
B1ILB01D 


Dependable,  Fast  Freight  Service 

has  resulted  in  a  substantial  move- 
ment of  traffic  via  the 

Gulf,  Mobile  and 
Northern  Railroad 

To  further  augment  our  Service  be- 
tween Northern  centers  and  Southern  and 
Southwestern  points  another  Fast  Freight 
Schedule  is  being  inaugurated. 

To  expedite  your  shipments  route  via 
Bells,  Tenn.,  Jackson,  Tenn.,  or  New  Al- 
bany, Miss. 

THE  ROAD  OF  SERVICE 


Offices  at: 


CHICAGO,  ILLINOIS 
551   Marquette  Bldg. 

DETROIT,  MICHIGAN 
704  Free  Press  Bldg. 

ST.  LOUIS,  MISSOURI 
•    426  Pierce  Bldg. 

KANSAS  CITY.  MISSOURI 

717  Railway  Exchange  Bldg. 


MEMPHIS,  TENNESSEE 

536  Bank  of  Commerce  Bldg. 
LOUISVILLE,  KENTUCKY 
302  Louisville  National  Bank  Bldg. 
NEW  ORLEANS,  LOUISIANA 

1012  New  Hibernia  Bldg. 
MOBILE,  ALABAMA 

71  Conli  Street 


An  all-steel  train  of  personalized  quality  over  smooth 
track,  with  an  enviable  record  for  on -time  arrivals 
and  a  reputation  for  excellent  dining  service. 


Westbound : 


Eastbound : 


6.oo  p.m.  Lv.  Chicago       Ar.  8.30  a.m. 

8.35a.m.  Ar.  Omaha        Lv.  5. 15  p.m. 

8.40  a.m.  Ar.  Sioux  City  Lv.  5.55  p.m. 

10.40  a.m.  Ar.  Sioux  Falls  Lv.  3. 40  p.m. 

Observation,  Open-section  and  Drawing-room  Sleeping 
cars;  Dining  cars;  Chair  cars  and  Coaches. 


SiouxCit 

*• 

Omaha 


Chicago 


Illinois  Central 


May  13.  1922 


THE    TRAFFIC    WORLD 


1031 


and,  therefore,  economically,  under  the  Federal  Traffic 
Board,  would  have  been  performed  improperly  and  by 
the  most  expensive  method  if  that  board  had  not  been 
organized.  Knowing  what  we  do  of  government  meth- 
ods, we  do  not  think  the  assumption  entirely  ridiculous. 


TRANSPORTATION  EDUCATION 

In  an  address  recently  before  the  Traffic  Club  of 
Minneapolis  (see  Traffic  World,  May  6,  p.  1008),  Don- 
ald D.  Conn,  head  of  the  transportation  division  of  the 
Agricultural  Inquiry,  the  full  report  of  which  will  be  sub- 
mitted to  Congress  soon,  said  the  report  advo«-.-i^]  thp 
establishment  of  a  "national  transportation  institute — 
an  organization  not  to  be  supported  by  government  ap- 
propriation, but  rather  by  the  public,  by  individuals,  by 
agriculture,  and  by  transportation."  No  such  recom- 
mendation having  been  made  in  any  of  the  advance  in- 
formation given  out  by  Chairman  Sydney  Anderson,  and 
published  from  time  to  time  in  The  Traffic  World,  as  to 
what  the  report  would  contain,  inquiry  was  made  as  to 
what  Mr.  Conn  had  in  mind.  Chairman  Anderson  ex- 
plained that  there  would  be  no  specific  recommendation 
for  a  transportation  institute,  but  that  the  report  would 
contain  the  following  language : 

"That  imperative  need  exists  for  the  organization 
of  the  statistics  and  knowledge  of  transportation  and  its 
relation  to  agriculture,  industry,  trade  and  commerce 
through  the  establishment  of  private  research  and  educa- 
tional institutions  under  disinterested  auspices  for  the 
purpose  of  promoting  education  in  the  principles,  opera- 
tions and  practices  incident  to  transportation." 

Chairman  Anderson  said  the  investigation  by  the 
Joint  Commission  of  Agricultural  Inquiry  showed  the 
need  for  something  of  this  kind. 

So,  while  Mr.  Conn  may  have  been  technically 
wrong,  he  was,  in  a  practical  way  of  speaking,  right  in 
his  idea  as  to  what  the  report  would  contain.  The 
report  will  be  a  recommendation  for  something  of  the 
kind  we  have  in  mind  when  we  speak  of  a  "transporta- 
tion institute,"  such  as  was  suggested  by  Bird  M.  Robin- 
son, president  of  the  American  Short  Line  Railroad 
Association,  and  that  would  accomplish  what  Mr.  Robin- 
son is  thinking  of  and  what  the  traffic  clubs  of  the  coun- 
try are  thinking  of  when  they  propose  a  national  asso- 
ciation for  the  purpose  of  bringing  about  a  better  under- 
standing as  to  the  identical  interests  of  shippers  and 
carriers.  The  idea  seems  to  be  growing  and  gathering 
force.  There  is  nothing,  in  our  opinion,  that  would  bet- 
ter operate  to  bring  about  transportation  order  than  the 
kind  of  thing  advocated  by  Mr.  Conn,  Mr.  Anderson, 
and  Mr.  Robinson,  not  to  speak  of  the  numerous  men 
who  are  interested  in  bringing  about  a  national  traffic 
club  organization. 


A  TRAFFIC  CLUB  HOME 

The  information  that  The  Traffic  Club  of  N'ew  York 
is  once  more  considering  the  question  of  permanent  club 
quarters  will  be  surprising  to  many  who  have  assumed, 
as  a  matter  of  course,  that  such  a  prosperous  and  large 
club  in  the  largest  city  in  the  country  had  its  own  home. 
But  it  has  not.  We  would  not  presume  to  tell  The  New 
York  Traffic  Club  what  it  ought  to  do  in  this  respect. 


Whether  it  has  its  own  club  quarters  or  continues  to 
meet  from  time  to  time  at  monthly  dinners  or  enter- 
tainments, as  at  present;  is  strictly  its  own  business.  But 
\ve  would  venture  to  point  out,  with  specific  reference  to 
this  club,  what  we  have  said  before  with  general  refer- 
ence to  the  subject  at  large,  that  it  is  missing  man}' 
opportunities  for  social  pleasure  and  business  profit  by 
not  having  club  rooms. 

Even  if  the  purpose  of  a  traffic  club  be  held  to  be 
purely  social — which  it  is  not  in  the  case  of  New  York — 
that  purpose  is  much  better  served  by  club  rooms  where 
the  members  meet  every  day — not  all  of  them,  of  course, 
every  day,  but  changing  groups  of  them  from  day  to 
day — and  where  they  may  talk  together  at  their  meals 
and  associate  with  each  other  pleasurably  in  other  forms 
of  club  activity.  In  so  far  as  the  purpose  of  a  club  is 
business  information  and  acquaintance — and  that  is,  in 
part,  the  purpose  of  every  traffic  club — it,  too,  is  much 
more  easily  attained  where  there  is  a  club  home  and 
where  the  meeting  of  men  with  each  other  is  more  fre- 
quent and,  therefore,  more  friendly  and  intimate.  In  so 
far  as  the  purpose  is  to  influence  national  transporta- 
tion policies — and  that  will  become  more  and  more  the 
purpose  of  the  clubs,  collectively  and  individually,  if  the 
proposed  national  association  is  effected — that  also  will 
be  better  attained  by  the  kind  of  club  organization  that 
can  best  be  obtained  with  club  quarters  where  men  fore- 
gather and  talk  with  each  other  two  or  three  days  in 
the  week. 

Indeed,  the  argument  for  club  quarters,  as  against 
a  club  with  no  li«>me  and  stated  dinners  or  entertain- 
ments, is  all  one  way.  There  can  be  only  two  reasons 
against  it.  One  is  the  expense- and  the  other  is  con- 
venience in  reaching  the  club  rooms  for  noon-day 
luncheon.  We  do  not  imagine  the  matter  of  expense 
would  be  important  in  New  York.  Dues  would  have  to 
be  higher,  no  doubt,  but  if  the  members  thought  they 
could  use  the  club  rooms  to  advantage  we  do  not  be- 
lieve the  slightly  increased  cost  would  deter  them.  As 
to  the  matter  of  convenience,  New  York  is  supposed  to 
be  a  notable  exception,  the  argument  being  that,  no  mat- 
ter where  the  club  rooms  were  located,  they  would  not 
be  convenient  of  access  for  all  or  even  for  a  great  ma- 
jority of  the  members.  We  think  this  objection  is  more 
imaginary  than  real.  There  is  probably  no  city  in  the 
country  where  a  given  point  can  be  reached  in  shorter 
time — distance  considered — than  in  New  York.  A  mem- 
l»*r  having  his  place  of  business  in  Brooklyn  or  in  the 
lower  part  of  Manhattan,  for  instance,  could  step  into  the 
subway  and  reach  any  point  between  Thirty-second  and 
Forty-second  streets,  say,  in  fifteen  or  twenty  minutes. 
Those  doing  business  in  the  northern  part  of  the  city, 
Long  Island,  or  Jersey  City,  could  do  likewise.  It  prob- 
ably would  not  take  the  average  member  of  The  New 
York  Traffic  Club,  if  the  club  rooms  were  centrally 
located,  with  New  York's  rapid  transportation,  any 
longer  to  reach  the  club  than  it  takes  the  average  mem- 
ber of  The  Chicago  Traffic  Club,  with  Chicago's  poor 
transportation  facilities  and  the  usually  shorter  dis- 
tances, to  reach  the  club  where  he  takes  luncheon  with 
two  or  three  hundred  of  his  fellow  club  members.  The 
two  or  three  hundred  are  not  the  same  two  or  three 
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hundred  every  day,  but  one  sees  there,  in  the  course  of  a 
\\fi-k,  a  pretty  fair  club  representation. 

As  we  said  at  the  outset,  we  are  not  trying  to  tell 
New  York  its  business.  We  merely  have  a  friendly  in- 
terest in  this  club  and  hope  it  will  so  order  its  affairs 
as  to  get  the  very  most  possible  in  business  profit  and 
social  pleasure  out  of  its  club  life. 


SOUTHERN  CLASS  RATES 

In  a  notice  on  No.  13494,  the  southern  class  rate  investiga- 
tion, the  Commission  said: 

The  respondent  carriers  in  the  above  entitled  proceeding  have,  at 
the  suggestion  of  the  Commission,  announced  the  following  tentative 
schedule,  which  may  be  deviated  from  as  necessity  requires,  but 
which  will  be  adhered  to  as  closely  as  possible.  The  hearing  will  take 
place  at  Atlanta,  beginning  May  22. 

1.  General   statement   covering   the   proposed   rates,    outlining   the 
scope,   general   principles   involved   and   general   effect   upon    southern 
adjustment.     Mr.  D.  M.  Goodwyn,  May  22. 

2.  Maximum  mileage  scale,   relationship  of  classes,   also  modifica- 
tions desired   in  the  Commission's  decision   in   I.   and   S.   Docket   1261 
in  so  far  as  it  affects  the  mileage  scale  and  class   relationship.     Mr. 
Chas.  Barham,  May  23,  24,  25. 

3.  Responsive    to    Interstate    Commerce    Commission's    notice    of 
March  31,  concerning  information  indicating  the  extent  to  which  the 
class  rates  actually  move  traffic,     (a)  Effect  of  Georgia  exceptions  to 
Southern  Classification,     (b)  Effect  of  Carolina  exceptions  to  Southern 
Classification,     (c)   Effect  of  Alabama  exceptions   to  Southern  Classi- 
fication,    (d)   Effect  of  Mississippi  exceptions  to  Southern  Classifica- 
tion,    (a),   (b)  and   (c),  Mr.   G.  E.  Boulineau;    (d),  Mr.   H.   R.  Wilson, 
May  26. 

4.  Rates    between    Ohio    River    crossings    and    related    points,    St. 
Louis,    Mo.,    Nashville,    Tenn.,    Mississippi   River   crossings,   gulf   ports 
and  southeastern  territory.     Mr.  J.  E.  Tilford,  May  27  and  29. 

5.  Rates     between     Ohio*  River    crossings     and    Mississippi     River 
crossings  and   gulf  ports   and   Mississippi   Valley   territory.     Mr.   Jos. 
Hattendorf,  May  30  (half  day). 

6.  Rates    between    Ohio    River    crossings    and    related    points    and 
Carolina   territory;   rates   between   eastern   cities   and   interior   eastern 
points  and  Virginia  cities  and  Carolina  territory.     Mr.   B.   G.   Brown, 
Mr.  J.  W.  Perrin,  May  30  (half  day),  May  31  and  June  1. 

7.  Rates   between  Virginia  cities  and  related   Carolina   points  and 
southeastern  territory;  rates  between  south  Atlantic  ports  and  south- 
eastern and  Mississippi  Valley  territories.     Mr.  E.  T.  Willcox,  June  2. 

8.  Rates   between   eastern   cities   and   interior   eastern   points    (via 
all-rail   and    rail-and-water)    and    southeastern   territory.  •  Mr.    N.   B. 
Wright,  June  3. 

9.  All-rail  rates  between  trunk  line   and  New  England  territories 
and  the  southeast.     Mr.  S.  House,  Mr.  F.  H.  Kinney,  June  5. 

10.  Rates  between   eastern   cities  and   interior  eastern   points   and 
Virginia  cities  and  Mississippi  Valley  territory,  including  modifications 
desired  in  the  Commission's  decision  in  I.  and  S.  Docket  1303  (Part  1). 
Mr.  W.  H.  Paxton,  June  6-7. 

11.  Rates  between  Central  Freght  Association  territory  and  south- 
eastern and  Mississippi  Valley  territories.     Mr.  L.  E.  Oliphant,  June  8. 

12.  Rates    between    interior    southeastern    points;    rates    between 
southeastern    territory   and   Mississippi   Valley    territory.      Mr.    N.    B. 
Wright,  Mr.  Jas.  Menzies,  Mr.  W.  H.  Paxton,  June  9-10. 

13.  Rates  between  all  origins  and   Florida  points.     Mr.   Jas.  Men- 
zies, June  12. 

14.  Local   adjustments:     Rates   from   and   to   Ohio  River   crossings 
and  related  points,  St.  Louis,  Mo.,  Nashville,  Tenn.,  Mississippi  River 
crossings,   gulf  ports,  eastern  and  Virginia  cities  and  Central  Freight 
Association    territory.      (Note. — It    is    understood   that    between    south 
Atlantic   ports   and  southeastern   points   the   local   adjustment  will   be 
handled   along  with   the   junction   point  adjustment   by   the   witnesses 
shown   in   Sections   7    and   12.)      For  Atlantic   Coast   Line   R.    R.,    Mr 
Hodgkin:  Central  of  Georgia  Ry.,  Mr.  Chancellor:  Louisville  &  Nash- 
ville R.  R.,   Mr.   Quinn;   Nashville,   Chattanooga  &  St.   Louis  Ry.,   Mr. 
Kirk   and   Mr.   Nichol;   Seaboard   Air  Line  Ry.,   Mr.   Eberly;   Southern 
Railway  System,  Mr.  Ralph  Brown;   Atlanta,  Birmingham  &  Atlantic 
Ry.,    Mr.    Pope;    Atlanta    &    West    Point    R.    R.-Georgia    R.    R.,    Mr. 
Browder;  Illinois  Central  R.  R.-Yazoo  &  Mississippi  Valley  R.  R..  Mr. 
Hattendorf:  Mobile  &  Ohio  R.  R.,   Mr.   Chadwiek;   Mississippi  Central 
Ry.,  Mr.  Wilson;  Gulf  &  Ship  Island  R.  R.,  Mr.   Cook;   Gulf,   Mobile  & 
Northern  Ry..  Mr.  Richie,  June  13,  14,  15,  16,  17. 

15.  For  short  line  railroads  in  southeastern  and  Mississippi  Valley 
territories.     Mr.  J.  A.  Streyer,  June  19. 

16.  Rates  between  Central  Freight  Association  territory  and  Buf- 
falo-Pittsburgh   territory   and   Carolina   territory.      Mr.    B.    G    Brown, 
Mr.  J.  W.  Ferris,  June  20  (half  day). 

17.  Rates  between  Central  Freight  Association  territory  and  south- 
eastern territory.     For  the  southern  lines,   Mr.   D.   M.   Goodwvn    June 
20  (half  day). 

Respondents'  witnesses  will  present  their  testimony  consecutively 
and  cross-examination  will  be  deferred  to  a  time  which  will  be  an- 
nounced during  the  course  of  the  Atlanta  hearings. 

Shippers  and  other  interested  parties  who  expect  to  present  evi- 
dence at  the  Atlanta  hearings  should  be  prepared  to  proceed  on  June 
21,  1922.  Witnesses  must  have  available  for  distribtuion  at  the 
various  hearings  at  least  fifty  copies  of  each  exhibit  filed  Rule  XIII 
of  the  Commission's  rules  of  practice  should  be  complied  with  par- 
ticular attention  being  directed  to  paragraph  (d)  thereof  with  respect 
to  the  size  of  exhibits. 

Central  Freight  and  Illinois  Freight  Association  carriers 
kept  a  promise  made  in  Washington  over  a  year  ago,  when  they 
invited  shippers  in  to  look  over  and  criticize  tabulated  proposals 
for  a  new  basis  of  class  rates  from  the  two  territories  into 
the  southeast.  The  proposed  rates,  with  such  minor  changes 
as  may  result  from  the  conference,  which  was  held  in  Chicago, 
May  8,  will  be  submitted  to  the  Commission  at  the  hearing  at 
Atlanta,  May  22. 

A  large  number  of  shippers'  representatives  were  present 
to  see  what  the  carriers  had  to  offer.  The  carriers'  proposals 
contemplated  the  establishment  of  joint  class  rates  to  be  ap- 
plied from  limited  groups  to  specific  destinations  in  southeast- 
ern territory,  North  and  South  Carolina,  and  southeastern  Mis- 


sissippi Valley  territory.  The  rates  were  set  forth  in  great 
detail  in  an  exhibit  to  which  were  attached  maps  showing  the 
grouping  of  origin  territory.  The  proposed  rates  were  lower  in 
some  instances  and 'higher  in  others  than  the  joint  class  rates 
where  now  in  effect  or  the  combination  rates  to  and  beyond 
the  Ohio  River,  where  no  such  joint  rates  existed.  A  minimum 
rate  to  the  southeast  which  shall  not  be  lower  than  the  rate 
from  the  origin  point  to  the  Ohio  River  or  the  Virginia  cities 
is  contemplated  and  the  combination  of  intermediates  is  to  be 
observed  as  maximum. 

Hay,  straw,  shucks,  grain,  grain  products  and  grain  by-prod- 
ucts, which  take  classes  C  and  D,  in  Southern  Classification, 
are  not  affected  by  the  proposal. 

The  structure  of  class  rates  proposed  by  the  carriers,  at  the 
conference  this  week  was  based  on  a  first-class  rate  from  Chi- 
cago to  Atlanta  of  $2.10.  It  was  explained  that  this  was  ar- 
rived at  by  taking  the  rate  from  New  York  to  Atlanta  and  from 
Detroit  to  Greenville,  which  has  been  said  by  the  Commission 
on  several  occasions  to  be  the  proper  measure  of  the  rate  from 
Chicago  to  Atlanta,  and  applying  it  between  the  latter  two 
points.  The  New  York-Atlanta  and  the  Detroit-Greenville  rates 
are  now  $2.10. 

The  through  rates  from  Chicago  to  the  south  are,  of  course, 
dependent  on  the  rates  from  the  crossings  to  the  destinations, 
and  these  will  not  finally  be  known  until  the  coming  southern 
class  rate  investigation  is  completed.  For  figuring  the  basis  for 
their  proposals,  the  C.  F.  A.  carriers  used  the  rate  the  southern 
carriers  are  advancing  as  proper  from  the  crossings  to  Atlanta, 
$1.60.  Using  the  $2.10  rate,  the  carriers  figured,  would  leave  50 
cents  for  the  haul  to  the  river,  as  compared  to  the  present  rate 
of  89%.  The  proposed  proportional  was,  therefore,  62.5  per  cent 
of  the  class  local.  That  was  the  percentage  used  in  figuring  the 
rates  on  the  other  classes. 

The  southern  investigation  will,  however,  be  the  scene  of 
another  attempt  to  put  in  what  the  carriers  consider  proper  re- 
lationships between  first  class  and  classes  A  and  B.  The  Com- 
mission's idea  has  been  that  they  should  be  30  and  35  per  cent 
of  first  class  respectively.  The  carriers  think  they  should  be  35 
and  40  per  cent.  Paper  moves  on  class  A  rates  and  packing 
house  products  of  all  kinds  on  class  B.  Both  of  them  are  car- 
load class  rates. 


MISSOURI  INTRASTATE  RATES 

The  Traffic  World  Washington  Bureau 

In  No.  11862,  in  the  matter  of  intrastate  rates  and  charges 
in  the  state  of  Missouri,  the  Commission  has  issued  an  order 
setting  aside  its  orders  of  October  4,  1921,  and  of  December  12, 
1921,  relative  to  intrastate  rates  in  Missouri.  The  order  set  forth 
that  on  April  29,  the  Public  Service  Commission  of  Missouri  so 
amended  its  order  of  August  26,  1920,  in  which  it  had  made  cer- 
tain exceptions  to  the  Ex  Parte  74  percentage  increases  author- 
ized to  be  applied  to  intrastate  traffic,  as  to  authorize  the  Mis- 
souri carriers  to  charge  and  collect  on  Missouri  intrastate  traffic 
the  full  increases  allowed  by  the  Commission  in  Ex  Parte  74. 

The  Commission's  order  of  December  12,  1921,  was  with  ref- 
erence to  reopening  the  Missouri  case  for  consideration  of  the 
state  rates  on  coal  and  petroleum  oil  and  its  products. 


COMMISSION    ORDERS 

The  order  in  No.  12178,  City  of  Aberdeen,  S.  D.,  vs.  Director- 
General,  C.  &  N.  W.  et  al.,  has  been  modified  so  as  to  become 
effective  June  13  instead  of  May  13. 

The  St.  Louis  Chamber  of  Commerce  was  permitted  to 
intervene  in  No.  13535,  the  Corporation  Commission  of  Okla- 
homa vs.  Aberdeen  &  Rockfish  et  al. 

The  order  entered  February  7,  1922,  in  No.  10714,  United 
Verde  Extension  Mining  Company  vs.  United  Verde  &  Pacific 
Ry.  et  al.,  was  modified  to  permit  the  publication  of  the  rate 
therein  prescribed  on  or  before  June  1  on  not  less  than  10  days' 
notice. 

The  order  in  No.  13602,  Ohio  &  Kentucky  Railway  Com- 
pany vs.  L.  &  N.  et  al.,  was  amended  by  striking  therefrom  the 
second  ordering  paragraph  relating  to  statements  of  changes  in 
divisions  of  joint  freight  rates  made  since  February  29,  1920. 

The  Board  of  Trade  of  the  City  of  Chicago  and  the  Chamber 
of  Commerce  of  the  City  of  Milwaukee  were  permitted  to  inter- 
vene in  No.  13548,  Maritime  Association  of  the  Boston  Chamber 
of  Commerce  et  al.  vs.  Ann  Arbor  et  al. 

The  Wichita  Board  of  Commerce  and  the  Board  of  Railroad 
Commissioners  of  the  State  of  South  Dakota  were  permitted  to 
intervene  in  No.  13539,  Omaha  Chamber  of  Commerce,  Traffic 
Bureau,  et  al.,  vs.  A.  T.  &  S.  F.  et  al. 


C.   R.   R.  OF   N.  J.   EQUIPMENT   BONDS 

The  Central  Railroad  Company  of  New  Jersey  has  applied 
to  the  Commission  for  an  order  authorizing  the  issue  of  $2,000,000 
of  6  per  cent  equipment  bonds.  The  proceeds  will  be  applied  on 
the  purchase  of  locomotives  and  passenger  cars  at  a  total  cost 
of  $2,540,490.20. 


May  13,  1922 
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Current  Topics 

in  Washington 


President  Handing's  Railroad  Dinner. — As  on  always  pre- 
pared to  heave  a  monkey  wrench  Into  the  transportation 
machine.  President  Harding,  by  his  announcement,  on  the  eve 
of  the  Commission's  promulgation  of  its  report  in  the  general 
rate  Inquiry,  helped  along  a  reputation,  of  which  Theodore 
Roosevelt  would  not  have  been  ashamed.  Roosevelt  always 
was  proud  of  his  ability  to  keep  things  moving.  The  necessity 
for  the  dinner  and  discussion  of  policies  of  railroad  regulation 
wa«  not  obvious  at  the  time  of  the  announcement,  not  even  to 
some  of  those  who  believe  the  President  is  one  of  the  wisest 
men  ever  called  to  the  office.  The  calling  of  the  Inquest  was 
first  attributed  to  Herbert  Hoover's  conviction  that  the  Esch- 
Cummlns  scheme  of  rate-making  embodied  in  section  15-A  Is 
not  satisfactory  because  it  seems  to  put  hobbles  on  both  Com- 
mission and  railroad  managers  by  calling  for  a  rigid  structure 
of  rates  relatively  high  in  times  of  poor  business  and  relatively 
low  in  times  of  prosperity.  HOOV.T  came  In  for  a  lot  of  criticism 
Immediately  after  the  announcement  of  the  dinner.  One  inclina- 
tion was  to  regard  the  dinner  announcement  as  equivalent  to 
a  declaration  from  the  White  House  that  the  Commission  had 
failed  and.  therefore,  that  it  was  necessary  for  the  President 
to  discuss  a  change  In  the  law,  or  policy,  as  be  put  It.  It  waa 
recalled  that  in  season  and  out  of  season  Hoover  has  been 
talking  about  the  lack  of  co-ordination  In  the  governmental 
agencies  dealing  with  transportation  things.  One  of  the  things 
noted  In  connection  with  the  secretary  of  commerce  was  that 
his  periods  of  greatest  verbal  activity  generally  coincided  with 
(he  appearance,  before  the  Commission,  of  relatively  big  things. 
Some  times  those-  whose  sympathies  have  been  with  the  way 
the  Commission  handled  the  problems  have  been  Inclined  to 
regard  his  activities  as  Intended  as  pressure  on  the  Commission 
to  dispose  of  questions  before  It  In  the  way  the  Harding  admin- 
istration would  dispose  of  them,  had  It  the  power  In  other  words, 
that  he  was  "rattling  the  sword."  Hoover  activities  were  not- 
able, so  his  critics  suggested,  when  the  Commission  was  induced 
to  negotiate  with  the  railroad  executives  about  rates  and  the 
executives  thought  they  had  made  a  bargain  with  the  Commis- 
sion that.  If  they  would  reduce  rates  on  agricultural  products, 
the  Commission  would  substitute  that  reduction  for  the  reduc- 
tion ordered  In  the  western  grain  rate  case.  It  was  also  noted 
that  be  became  active  during  the  hearings  in  the  general  rate 
Inquiry,  his  activity  culminating  In  bis  appearance  before  the 
Commission  as  a  witness.  It  was  not  until  after  the  dinner 
announcement  was  comparatively  old  that  It  was  realised  that 
the  President  probably  had  been  convinced  that  the  Commis- 
sion could  not  order  as  big  a  reduction  In  rates  as  be  deemed 
necessary  to  restore  business  to  normalcy  and  that  the  dinner 
was  called  to  enable  him  to  show  those  who.  like  him.  believe 
heavier  cuts  should  be  made  than  the  law  will  allow,  that  the 
thing  to  do  Is  not  to  blame  the  administration,  but  the  law. 
for  not  permitting  the  Commission  or  the  railroads  to  do  what 
the  adminlstrtlon  thought  necessary  and  desirable.  It  was 
suspected,  after  the  announcement,  that  President  Harding  was 
not  unwilling  to  have  It  known  beforehand  that  he  would  not 
be  satisfied  with  the  comparatively  small  reductions  possible: 
In  other  words,  that  he  was  appealing  to  the  populace  to  believe 
that  when  he  began  the  fight  for  lower  rates.  In  April.  1921. 
he  wanted  lower  ones  than  were  to  be  granted. 

End  of  the  Texas-Louisiana  War. — That  the  Commission  Is 
1-roud  of  Its  achievement  In  bringing  to  an  end  the  rate  warfare 
between  Ixmlslana  and  Texas,  and  then  between  itself  snl 
Texas,  may  be  Inferred  from  the  facf  that  It  Issued  a  memoran- 
dum on  «he  subject.  It  Is  not  a  prolific  producer  of  explana- 
tions of  Its  orders  and  when  It  does  put  out  statements  about 

of  them.  It  Is  proper  to  believe  It  thinks  well  of  Itself. 
Chairman  McChord.  It  Is  believed.  Is  not  averse  to  having  It  said 
that  he  regards  the  achievement  as  a  decidedly  long  step  In 
the  right  direction.  Mr.  McChord  Is  something  of  a  diplomatist. 
The  fact  that  the  Texas  and  other  state  commission*  could  not 
go  far  with  their  r.-Htnr-il  powers  without  again  bringing  thli 
teenth  section  orders  down  on  their  heads  did  not  lessen  the 
enthusiasm  with  which  he  conducted  the  negotiations  looking 
toward  the  elaboration  of  a  plan  for  co-operation  after  the  state 
commissioners  had  obtained  their  freedom.  The  plan  gives  the 
state  commissioners  the  power  to  hold  hearings  on  situations 
which  shippers  within  their  states  think  should  be  changed, 
and  then  go  to  the  federal  commissioners  with  suggestions  as 
to  what  should  be  done..  If  action  by  them  on  things  that  seem 
to  need  changing  would  have  an  .  r-  <  >  on  matters  outside  of 
the  states.  The  Texas  commissioners,  for  six  years,  have  been 
lied  hand  and  foot.  The  plan  releases  them  so  they  can  at  least 

'-h  the  limbs  that  have  been  tied  down,  and  the  Commission 
Is  Inclined  to  regard  that  as  a  worth-while  achievement,  because. 


at  least,  it  achieves  a  better  feeling  and  may  weaken  the  sup- 
port of  the  Capper  bill  somewhat. 


Washington's  Way  of  Saving  Daylight. — Washington  goes 
to  a  daylight  saving  schedule  May  15,  but  without  doing  any- 
thing to  the  clock.  Instead  of  beginning  at  9  o'clock  the  govern- 
ment clerk  will  begin  his  "labor"  at  the  unearthly  hour,  by  the 
dial,  of  8  o'clock.  President  Harding,  for  no  clearly  explained 
reason,  objected  to  Congress  enacting  the  usual  daylight  saving 
legislation,  under  which  the  hands  of  the  clock  would  have  been 
moved  forward.  He  favored,  however,  the  plan  of  getting  to  work 
an  hour  earlier  and  quitting  an  hour  sooner.  Therefore,  the 
hearings  before  Commission  examiners  in  Washington,  here- 
tofore set  for  10  o'clock,  will  begin  an  hour  earlier  than  that. 
Announcements  by  the  Commission  will  be  made  at  8:30  and 
2:30  o'clock  instead  of  9:30  and  3:30  and  everybody  will  go 
home  at  3:30  or  4  o'clock  instead  of  at  4:30  or  5.  The  Shipping 
Board's  hour  for  calling  it  a  day  has  been  thirty  minutes  later 
than  other  government  offices,  so  it  will  quit  at  4  instead  of 
3:30  when  the  new  order  is  in  operation. 


Specification  of  Rail-and-Water  Rate. — The  Commission,  it 
Is  understood,  deliberated  earnestly  before  it  promulgated  its 
decision  in  No.  12805,  Schule's  Pure  Grape  Juice  Co.  vs.  Direc- 
tor-General. In  which  it  brought  up  and  dusted  conference  ruling 
No.  190,  which  says  that  If  shipper  desires  the  benefit  of  a 
rail  and  water  rate  he  must  so  specify  in  his  bill  of  lading. 
Among  the  points  made  waa  that  proibably  not  one  per  cent  of 
those  Interested  in  rates  remembered  that  there  was  such  a 
ruling  or  that  a  case  had  ever  been  decided  In  which  that  rule 
was  upheld,  as  It  was  In  Hlrsh  vs.  Erie  (unreported.  No.  3773) : 
also  that  probably  not  one  rate  clerk  In  a  hundred  remembered 
that  that  was  the  rule.  Those  points  were  made  in  behalf  of 
a  proposal  that  the  rule  should  be  abrogated.  In  behalf  of 
upholding  the  rule,  It  was  argued  that,  if  rate  clerks  and  ship- 
pers had  forgotten  It  to  the  extent  suggested,  it  would  cause 
less  trouble  to  let  the  rule  stand  unchanged  than  to  change  it 
on  a  case  in  which  Its  reasonableness  was  not  directly  ques- 
tioned. That  argument  prevailed.  If  therefore  shippers  have 
been  obtaining  the  benefit  of  rall-and-water  rates  without 
having  specified  them  in  their  bills  and  the  railroads  present 
undercharge  claims,  the  reasonableness  of  the  rule  can  be  ques- 
tioned and  the  Issue  fought  out.  But 'the  query  is  whether  an 
undercharge  claim  can  be  presented  In  case  of  a  shipment  which 
was  moved  over  the  rall-and-water  route,  without  request  by 
the  shipper.  As  a  matter  of  fact,  it  Is  believed  that  a  railroad 
that  did  that  would  have  no  stasMlng  in  presenting  such  a 
claim.  The  decision,  however,  shows  that  stuff  sent  all-rail, 
when  a  lower  rall-and-water  rate  prevailed,  was  not  misrouted 
even  If  the  shipper  paid  more  than  he  thought  he  would  have 
to  pay.  The  report  In  this  case  does  one  good  thing — It  brings 
out  of  the  obscurity  of  the  unreported  cases,  one  that  may  be 
of  considerable  Importance. 


Rates  from  Indiana  to  Wisconsin. — Grotesque  looking  rates 
were  brought  to  light  in  the  Commission's  decision  In  No.  12425, 
Fort  Wayne  Rolling  Mill  Company  vs.  Director-General.  The. 
Idea  of  a  rate  to  Sheboygan,  WIs.,  fifty-two  or  three  miles  from 
Milwaukee.  seM-ni.«-n  cents  higher  than  the  rate  to  Mllwauki-"' 
on  Iron  and  steel  bars,  would.  In  other  days,  probably,  have  been 
repugnant  to  the  Commission.  In  this  case,  however.  It  was  not 
condemned,  probably  because.  If  the  Commission  had  gone  into 
the  subject  of  rates  from  Indiana  Into  Wisconsin  again,  It  would 
have  stirred  up  things  In  a  territory  where  there  has  been  tur- 
moil, In  a  rate  sense,  for  more  than  a  generation,  but  where 
there  Is  now  comparative  quiet.  Sheboygan  may  have  to  suffer 
such  an  adjustment  In  the  interest  of  peace  for  the  rest  of  the 
territory  but  a  spread  as  great  as  that  between  a  basing  point 
fn  the  south  and  a  station  taking  rates  over  the  basing  point, 
would  have  excited  the  Ire  of  the  Commission  in  the  days  when 
whacking  the  railroads  was  regarded  an  Its  chief  function.  The 
spread  now  is  greater  than  the  whole  rate  from  Fort  Wayne 
to  Sheboygan  used  to  be.  and  only  two  or  three  cents  less  than 
the  rate  from  Fort  Wayne  to  Milwaukee,  for  more  than  threr 
times  the  distance.  It  Is,  however,  a  vivid  reminder  of  the 
ragged  rate  structure  produced  by  the  competition  of  the  car- 
riers In  Central  Freight  Association  territory,  complicated  by 
the  efforts  of  the  Illinois  commission  to  match  up  the  rates  from 
the  east,  the  west,  and  the  south  In  the  territory  over  which  it 
presided.  It  may  also  serve  as  a  suggestion  that  rate-making 
by  public  official*  sometimes  shows  edges  just  as  ragged  as  the 
rate-making  of  the  railroad  officials,  working  under  the  stress 
of  competition. 


How   to 
acquaintance 
desire  to  be 
with    which 
Interests"  to 
Board's   fear 
League  Into 


Dispose  of  Irrelevant  Testimony. — Men  with  long 
with  the  Commission's  way  of  handling  those  who 
heard  In  cases  before  It  laugh  at  the  seriousness 

tin-  Shipping  Board  views  the  efforts  of  "foreign 
"crab"  Its  hearings  on  section  28.  and  the  Labor 
that  If  it  admitted  the  National  Industrial  Traffic 

the  wage  cases  It  would  have  to  let  in  everybody. 
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including  church  organizations.  The  Commission,  years  ago, 
decided  that  the  better  way  to  get  rid  of  foolish  persons  was 
to  allow  them  to  appear  as  witnesses,  or  even  to  intervene  and 
be  heard,  even  if  their  right  to  be  heard  as  complainants  was 
dubious.  In  its  general  cases  it  always  listened  to  the  man  who 
wanted  to  make  postage  stamp  rates,  to  the  man  who  wanted 
to  solve  all  difficulties  by  converting  the  railroads  into  mono- 
rail affairs  to  Ben  Marsh,  the  man  who  declares  he  speaks  for 
the  farmers,  and  at  the  last  hearing,  to  the  man  who  wanted 
to  put  a  cement  roof  over  the  road  beds  of  the  railroads,  so  as 
to  protect  the  ties  from  the  weather.  The  men  with  more  ideas 
than  facts  have  always  obtained  a  hearing.  One  suggestion  with 
regard  to  the  Shipping  Board's  determination  to  put  cotton  in  its 
ears  so  as  not  to  hear  the  suggestions  that  might  be  made  by 
those  having  foreign  interests,  has  been  that  it  ought  to  pay 
money  to  get  that  kind  of  opposition  to  show  itself  where  the 
foreign  interest  witnesses  could  be  known  and  cross  examined. 
Another  suggestion  has  been  that  perhaps  the  .people  who  fur- 
nish the  money  for  the  Shipping  Board  would  like  to  know  what 
the  foreign  interests  have  to  say  as  to  what  the  cost  of  enforcing 
the  section  would  be  to  them  by  reason  of  what  the  foreign 
interests  would  do  to  them.  The  Interstate  Commerce  Com- 
mission, which  has  never  been  suspected  of  being  controlled  by 
foreign  interests,  in  its  last  annual  report  to  Congress  suggested 
that  the  cost  to  Americans,  in  carrying  out  what  seemed  to  be 
the  mandate  of  Congress,  would  be  heavy.  There  is  a  suspicion 
that  there  are  a  lot  of  Americans  who  do  not  think  section  28 
is  any  more  sacred  than  any  other  statute,  or  any  more  to  be 
protected  from  assault  by  those  who  may  think  it  a  foolish  and 
expensive  bit  of  legislation.  A.  E.  H. 

DAWES  REPORTS  SAVINGS 

The  Traffic  World  Washington  Bureau 

In  a  report  of  the  Director  of  the  Budget  on  the  subject  of 
"Economies  arid  Savings  in  Governmental  Business,"  transmitted 
to  Congress  by  President  Harding,  in  response  to  a  resolution 
by  Representative  Byrns,  of  Tennessee,  as  to  how  "great  econ- 
omies" had  been  effected  by  the  Bureau  of  the  Budget,  savings 
made  by  the  Interstate  Commerce  Commission,  the  Shipping 
Board,  the  Federal  Traffic  Board  and  other  departments  are 
shown.  The  savings  are  those  made  in  the  fiscal  year  1922. 

The  Federal  Traffic  Board  is  credited  with  effecting  savings 
totaling  $1,280,000.  of  which  $200,000  was  saved  through  "proper 
commercial  classification  of  government  shipments,"  $150,000  is 
claimed  as  a  saving  due  to  extension  by  the  carriers  of  land- 
grant  equalization  privileges  to  the  Shipping  Board  Emergency 
Fleet  Corporation;  $440,000  to  changes  in  procedure  of  auditing 
and  payment  of  government  transportation  accounts  and  elimina- 
tion of  employes;  $200,000  to  the  creation  of  a  water  transpor- 
tation committee  and  the  issuing  of  instructions  covering  the 
routing  of  government  material  via  water  as  against  rail;  and 
$220,000  to  the  forwarding  of  11,000  tons  of  government  ma- 
terial via  rail  and  water,  as  against  all-rail  shipments,  at  a  sav- 
ing of  approximately  $20  per  ton.  There  were  a  number  of 
smaller  items  enumerated,  bringing  the  total  to  $1,280,000. 

The  Interstate  Commerce  Commission  is  credited  •  with  a 
saving  of  $88,265.75. 

Savings  of  $96,407,509.90  are  credited  to  the  Shipping  Board 
for  1922,  that  figure  being  obtained  by  taking  the  total  loss  of 
$148,910,529.48  for  1921  and  deducting  therefrom  a  total  esti- 
mated loss  of  $52,503,019.58  for  1922.  The  loss  for  the  first  eight 
months  of  the  fiscal  year  1922  is  given  as  $37,503,019.58. 

The  Railroad  Administration  is  credited  with  saving  $56,- 
584.56  in  supplies,  telegraph  and  telephone  expense. 

"There  should  be  no  future  accruing  liability  from  the 
operations  of  the  present  Shipping  Board,  the  reason  being  that 
the  present  Shipping  Board  is  the  first  to  keep  a  monthly  state- 
ment actually  reflecting  the  income  and  outgo  on  current  opera- 
tions," the  Shipping  Board  said  in  its  report  to  Director  Dawes. 

A  large  saving  was  effected  by  the  board  by  cutting  down 
the  number  of  ships  in  operation.  In  the  fiscal  year  beginning 
July  1,  1920,  during  the  month  of  July  of  that  year,  1,438  ships 
were  operated  as  against  732  ships  in  the  year  beginning  July, 
1921.  In  March,  1922,  the  number  of  ships  in  operation  was  cut 
to  464.  The  loss  in  operations  in  March,  1921,  was  $16,820,000, 
while  in  March  this  year  the  loss  is  estimated  at  not  in  excess 
of  $3,500,000.  For  February,  1921,  the  loss  was  $16,000,000  plus, 
whereas  for  February,  1922,  it  was  $3,279,441,  according  to  the 
report 

The  report  showed  that  a  year  ago  the  overhead  payroll  was 
approximately  $15,000,000  a  year  and  that  this  had  been  cut  to 
$10,000,000  a  year.  Mention  is  made  of  the  fact  that  freight  rates 
are  down  by  approximately  40  per  cent 

"Therefore,  there  must  be  efficiencies  and  economies  in  opera- 
tion far  beyond  anything  known  before  to  make  the  loss  so  small, 
compared  even  to  the  smaller  number  of  ships  being  operated," 
the  report  says.  "It  is  true  that  wages  and  subsistence  are  down 
somewhat,  but  not  in  proportion  to  freights.  The  present  board 
is  covering  practically  as  many  routes  as  were  covered  by  the 
prior  operations.  They  are  covering  them  with  a  lesser  num- 
ber of  ships,  but  by  efficient  management  and  by  sending  the 


ships  out  promptly  instead  of  at  irregular  sailings,  are  filling  the 
ships  up,  until  in  February  of  this  year  the  average  freight  car- 
ried in  our  bottoms  was  70  per  cent  of  the  tonnage  of  our  boats, 

"It  is  interesting  to  note  that  the  average  loss  per  ton 
operated  for  the  year  ended  June  30,  1921,  was  $1.60,  whereas 
the  average  loss  per  ton  for  the  year  beginning  July  1,  1921,  up 
to  and  including  February,  1922 — the  last  figures  available — was 
$1.18  and  February  itself  is  down  to  89  cents." 

The  board  says  in  the  report  $7,600,000  was  saved  in  ad- 
ministrative expenses,  due  to  a  reduction  of  more  than  3,000  em- 
ployes and  a  reorganization  of  the  board.  It  is  estimated  that 
$3,000,000  will  be  saved  in  the  current  year  1922  due  to  the  new 
wage  scale  for  seamen.  A  direct  saving  of  $3,200,000  is  claimed 
on  laid-up  ships  on  account  of  savings  in  wages  and  on  other 
items,  $4,300,000,  bringing  the  total  to  $7,500,000.  A  saving  of 
$2,500,000  is  claimed  due  to  reductions  in  stevedoring  charges. 
For  feeding  and  subsistence  costs  and  miscellaneous  items  a 
saving  of  $500,000  annually  is  claimed.  Direct  savings  in  operat- 
ing losses  for  the  current  year  are  fixed  at  $10,000,000. 

The  detailed  statement  in  the  report  on  the  savings  effected 
by  the  Interstate  Commerce  Commission  follows: 

The  Commission  refrained  from  filling  positions  made  vacant  by 
the  resignation  of  employes  during  the  first  six  months  of  the  current 
fiscal  year,  and,  by  inducing  the  reduced  personnel  to  assume  addi- 
tional duties,  effected  savings  estimated  at  $11,240.59. 

Completion  of  field  work  having  made  such  action  possible,  the 
Commiss'on,  in  October.  1921,  discontinued  valuation  field  offices  in 
Chattanooga.  Tenn.;  Chicago,  111.;  Kansas  City,  Mo.;  and  San  Fran- 
cisco, Cal.  The  activities  of  these  offices  were  centralized  in  Wash- 
ington and  housed  in  a  government-owned  building  containing  58,440 
square  feet  of  space,  all  of  which  is  needed  to  accommodate  the  per- 
sonnel engaged  on  the  work.  The  elimination  of  the  Item  of  rent  has 
resulted  In  a  savings  estimated  at  (for  the  fiscal  year)  $65,745.00. 

Upon  closing  valuation  field  offices  referred  to  above,  the  Com- 
mission transferred  furniture  and  other  office  equipment  in  those  field 
offices  to  the  United  States  Veterans'  Bureau,  which  at  that  time 
was  opening  offices  at  points  in  the  vicinity  of  the  offices  being  closed 
by  the  Interstate  Commerce  Commission,  and  the  Veterans'  Bureau, 
in  turn,  transferred  to  the  Interstate  Commerce  Commission  sufficient 
furniture  and  other  office  equipment  to  meet  the  needs  of  the  cen- 
tralized valuation  office  in  Washington.  This  eliminated  the  expenses 
of  freight  charges,  packing,  crating,  and  drayage,  which  would  have 
been  borne  by  the  Interstate  Commerce  Commission  had  the  trans- 
ferred equipment  been  shipped  to  Washington.  The  files  and  records 
of  the  San  Francisco  office  were  transported  from  San  Francisco  to 
Norfolk  on  a  Navy  transport,  eliminating  a  large  item  of  freight 
which  would  have  resulted  had  the  records  been  shipped  by  railroad 
across  the  continent.  The  savings  resulting  from  the  transfer  of  the 
equipment  and  the  services  performed  by  the  Navy  Department  and 
the  War  Department  In  transporting  records  and  furnishing  drayage 
is  estimated  at  $10,000. 

The  consolidation  of  the  valuation  field  offices  in  Washington 
eliminated  telephone  service  for  the  fiscal  year  estimated  at  $1,280.16. 


CONSOLIDATION  HEARING 

The  Traffic  World  Washington  Bureau 

The  committee  of  railroad  counsel  selected  to  take  up  with 
the  Commission  the  character  of  testimony  desired  in  the  con- 
solidation hearing,  which  was  adjourned  April  24  to  some  date 
the  latter  part  of  May,  met  with  Commissioner  Hall  this  week. 
The  committee  is  composed  of  R.  V.  Fletcher,  general  counsel 
of  the  Illinois  Central;  S.  T.  Bledsoe,  general  counsel  of  the 
Santa  Fe;  J.  P.  Blair,  general  counsel  of  the  Southern  Pacific; 
L.  E.  Jeffries,  vice-president  and  general  counsel  of  the  South- 
ern; E.  S.  Jouett,  vice-president  and  general  counsel  of  the 
L.  &  N.;  and  B.  B.  Cain,  vice-president  and  general  counsel 
of  the  American  Short  Lane  Railroad  Association.  The  com- 
mittee discussed  with  Mr.  Hall  the  question  of  what  testimony 
should  be  submitted. 


PETITIONS   FOR    REHEARING,    ETC. 

Complainant  in  No.  12287,  Gulf  City  Manufacturing  Com- 
pany vs.  Director-General,  has  asked  the  Commission  to  grant 
a  rehearing  in  that  case  so  as  to  permit  it  to  introduce  further 
evidence  relative  to  paying  and  bearing  of  the  freight  charges. 

Complainants  in  No.  11510,  Tanners'  Council  of  the  United 
States  of  America  et  al.  vs.  Director-General,  have  asked  the 
Commission  to  grant  a  reargument  and  reconsideration  of  that 
case  on  certain  points. 

Complaints  in  No.  11560,  Swift  &  Company  vs.  Director- 
General,  and  No.  11905,  Armour  &  Company  vs.  Director-General, 
have  asked  the  Commission  to  grant  a  reargument  of  those  cases. 

The  Certain-teed  Products  Corporation  has  asked  for  leave 
to  wtihdraw  as  complainant  in  No.  11203,  Standard  Paint  Com- 
pany et  al.  vs.  Director-General,  Alabama  &  Vicksburg  et  al., 
and  for  dismissal  from  that  proceeding  without  prejudice. 

The  Eagle  Picher  Lead  Company,  intervening  respondent  in 
I.  &  S.  Docket  1447,  in  the  matter  of  sublimed  lead  to  Trunk 
Line  points,  has  petitioned  the  Commission  to  modify  its  report 
in  the  said  case  so  that  the  suspended  rates  on  sublimed  lead 
and  white  lead  may  become  effective,  leaving  zinc  oxide  and  zinc 
lead  white  on  the  present  rates. 


Regular  subscribers  for  The  Traffic  World,  when  in 
Washington,  D.  C.,  may  obtain  copies  of  the  magazine 
at  our  Washington  office  in  the  Colorado  Building. 
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Decisions  of  Interstate  Commerce  Commission 


SPECIFICATION   OF  WATER   ROUTE 

In  a  report  on  No.  12805,  Schuhle's  Pure  Grape  Juice  Co., 
Inc.,  et  al.  vs.  Director-General,  as  agent.  New  York,  New  Haven  * 
Hartford  et  al.,  and  No.  12894,  same  vs.  same,  opinion  No.  7604, 
68  I.  C.  C.  485-6,  the  Commission  enforced  Conference  Ruling 
190  supported  by  its  decision  in  Hirscb  vs.  Erie,  docket  No. 
3773,  unreported,  that  "if  a  shipper  desires  his  shipment  to  more 
via  a  water-and-rall  route  that  is  cheaper  than  the  all-rail  route, 
he  must,  in  delivering  it  to  an  Initial  carrier,  specify  such  rout- 
ing, otherwise  it  is  understood  that  the  shipment  la  to  move 
via  an  all-rail  route." 

The  complainants  alleged  the  rates  charged  on  four  car- 
loads of  grape  juice,  from  Highland,  N.  T.,  to  Little  Rock  and 
Houston,  in  January  and  February,  1919,  were  unjust  and  un- 
reasonable in  that  they  exceeded  water-and-rall  rates  of  86.5 
cents  to  Little  Rock  and  85.5  to  Houston.  The  carriers  charged 
$1  to  Little  Rock  and  $1.64  to  Houston.  The  Commission  said 
the  86.5  cent  rate  did  not  apply  to  Little  Rock  on  traffic  orig- 
inating at  Highland  on  the  Central  New  England. 

Mlsroutlng  was  claimed  because  the  shipments,  tendered 
unrooted,  to  the  Central  New  England,  were  not  forwarded 
water  and  rail.  The  Commission  said  they  were  not  No  attack 
was  made  on  the  all-rail  rates. 


where  the  carriers  proposed  to  eliminate  it  they  should  be 
allowed  to  do  so.  He  based  his  dissent  upon  the  fact  that  stor- 
age of  that  kind  is  not  one  of  the  functions  of  a  common  carrier. 


KANSAS    CITY   SWITCHING    CHARGES 

Increased  switching  charges,  proposed  by  the  St.  Louis-San 
Francisco,  the  Missouri  Pacific  and  the  Kansas  City  Southern, 
upon  business  in  the  two  Kansas  Cltys.  between  industries  and 
public  team  tracks  on  their  lines  and  interchange  points  with 
other  railroads,  have  been  condemned  by  the  Commission  as  hav- 
ing not  been  justified.  In  a  report  on  I.  and  S.  No.  1427  (mime- 
ographed without  opinion  or  page  numbers),  without  prejudice, 
however,  to  the  right  of  the  St.  Louis-San  Francisco,  which  has 
two  lines  entering  Kansas  City,  to  make  the  increased  rates 
applicable  to  cars  originating  on  Its  line  within  the  switching 
limits  of  Kansas  City  and  desUned  to  point*  within  the  limits 
on  other  lines. 

The  increases  proposed  by  the  Frisco  and  Kansas  City 
Southern  ranged  from  50  cents  to  $2  per  car,  and  by  the  Missouri 
Pacific  from  60  cents  to  $3  per  ear. 

Extensive  coat  studies  were  made  by  the  carriers,  but  the 
Commission  Indicated  It  could  not  accept  the  conclusion,  because 
the  volume  of  business  during  the  test  period  was  subnormal, 
while  a  considerable  portion  of  the  costs  Included  in  the  •todies 
were  more  or  leas  constant,  and  varied  but  little  with  the  volume 
of  business.  It  said  further  increases  proposed  during  the  pres- 
ent period  of  readjustment  should  be  examined  with  the  greatest 
of  care. 

"Operating  costs  should  be  coming  down."  said  the  Commis- 
sion, "and  certain  line-haul  rates  have  been  reduced." 


STORAGE  AT  MINNESOTA  TRANSFER 

In  a  report  on  I.  and  8.  No.  1416,  storage-ln-transit  rules' 
at  Minnesota  Transfer  on  Import  traffic  from  Pacific  coast  ports 
(mimeographed),  the  Commission  has  held  not  warranted  the 
proposed  cancellation  of  storage-in-transit  arrangement  at  Min- 
nesota Transfer  on  import  traffic  from  Pacific  coast  ports,  chiefly 
matting  and  nigs  from  the  Orient,  destined,  with  certain  ex- 
ceptions, to  all  points  south  of  the  Ohio  and  Potomac  and  ea«» 
of  the  Mississippi  rivers.  Protest  was  made  by  the  Central 
Warehouse  Company.  At  the  hearing  the  Association  of  Im- 
porters and  Distributors  of  Chinese  and  Japanese  Floor  Cover- 
Ings  was  represented  In  opposition  to  the  cancellation. 

Under  the  present  arrangement,  storage  is  furnished  at 
Minnesota  Transfer  free  of  charge,  but  the  shipments,  when 
sent  oat,  pay  the  L.  C.  L.  rate  from  the  Pacific  coast  to  des- 
tination, although  the  traffic  moved  Into  the  storage  point  as 
carloads.  The  storage  houses  were  established  by  the  Northern 
Pacific  and  Great  Northern  In  1906  to  relieve  the  warehoused 
at  the  ports  and  to  conserve  equipment  Instead  of  allowing  It 
to  come  east  of  their  eastern  termini.  Cancellation  of  the 
arrangement  would  cause  the  application  of  combinations  which 
are  higher  than  the  joint  rates. 

The  northern  transcontinental  lines  said  that  cancellation 
would  merely  restore  conditions  as  they  were  before  the  Rail- 
road Administration  r.rd«  red  Into  pffert  Joint  rates  from  the 
Pacific  roast  to  th>-  southeast,  on  the  same  basis  as  to  points 
in  Official  Classification  territory.  The  southeastern  lines  did 
not  like  that  arrangement,  as  it  deprived  them  of  some  revenue 

f'ommlssioner  Daniels,  in  a  dissenting  report,  said  he  con 
*id«TPd  storage  In  transit,  where  no  process  of  manufacture  or 
elaboration  was  to  take  place,  of  doubtful  propriety,  and  that 


MINIMUM  ON  COTTON  TWINE,  ETC. 

Reparation  has  been  ordered  on  account  of  unreasonable 
charges  on  cotton  twine  and  cotton  factory  sweepings,  from 
Uniontown,  Ala.,  to  Pacsteel.  Cal.,  in  No.  12347,  California  Cot- 
ton Mills  Company  vs.  Director-General,  opinion  No.  7586,  68 
I.  C.  C.  403-8.  Nine  cars  were  involved.  A  greater  number 
were  mentioned,  but,  because  they  did  not  move  during  federal 
control,  the  Commission  disregarded  them.  The  Commission 
found  the  40,000-pound  minimum,  applicable  to  cars  of  all  sizes, 
was  unreasonable  when  applied  to  the  four  In  question.  It  used 
its  two-foot  rule  and  came  to  the  conclusion  that  more  twine 
and  sweepings  could  have  been  loaded  into  the  five  than 
were  placed  therein.  As  to  the  other  cars,  it  found  the  charges 
were  unreasonable  to  the  extent  they  exceeded  those  which 
would  have  accrued  at  minima  ranging  from  25,000  to  36,589 
pounds.  The  complainant  ordered  50-foot  cars,  but  there  was 
nothing  in  the  tariffs  of  the  southeastern  carriers  requiring 
them*  to  furnish  cars  of  any  particular  size,  so  the  question 
was  as  to  the  reasonableness  of  the  40,000  minimum  when 
applied  to  such  traffic  loaded  into  the  four  small  cars  on  which 
the  order  of  reparation  for  $289  is  based. 


DELIVERY  BY  CAR  FLOAT 

The  Republic  of  France,  In  its  fight,  through  its  director  of 
administrative  service  in  the  United  States,  against  the  demur- 
rage, storage  and  accessorial  charges  assessed  on  some  of  the 
war  materials  bought  In  the  United  States  during  the  world 
war.  won  a  partial  victory  in  No.  12448,  Republic  of  France  vs. 
Director-General,  as  agent,  and  Philadelphia  &  Reading,  opinion 
No.  7589,  68  I.  C.  C.  419-23,  and  a  complete  one  In  No.  12450, 
Same  vs.  Director-General,  as  agent,  covered  by  the  opinion 
before  mentioned.  The  Commission,  in  a  report  written  by 
Commissioner  Lewis,  held  that  the  charge  of  7.6  cents  per  100 
pounds  assessed  by  the  Reading,  for  delivery,  by  car  float,  of 
carload  shipments  of  explosives  to  vessels  In  Wilmington  (Del.) 
harbor,  between  April  and  October,  1918,  were  illegal,  If  applied 
to  shipments  for  export,  delivered  by  float  to  ships  tied  up  at  piers 
on  the  Delaware  side  of  the  river,  within  the  harbor  limits  of 
Wilmington,  as  described  In  the  applicable  tariff. 

Owing  to  the  fact  that  the  location  of  the  vessels  to  which 
the  deliveries  were  made  was  not  given  In  the  record,  that 
complaint  was  dismissed,  without  prejudice,  because  the  testi- 
mony did  not  show  that  the  charges  were  assessed  against  de- 
liveries to  ships  on  the  Delaware  side  of  the  river.  Commis- 
sioner Lewis  said  the  tariff  did  not,  by  its  terms,  apply  to  de- 
liveries to  ships  on  the  Jersey  shore  opposite  Wilmington. 

The  complete  victory  was  on  the  complaint  pertaining  to 
demurrage  charges  on  shipments  of  explosives.  The  domestic 
demurrage  tariff  provides  for  the  assessment  of  storage  and 
demurrage  on  explosives  held  longer  than  the  free  time,  gradu- 
ated both  as  to  time  and  character  of  the  explosives.  The  de- 
murrage tariff  on  export  stuff  made  no  such  distinction.  The 
carrier  claimed,  however,  that  the  tariff  pertaining  to  explosives 
resulted  in  taking  explosives,  whether  for  foreign  or  domestic 
trade,  out  of  the  ordinary  storage  and  demurrage  tariff.  Com- 
•slMloner  Lewis  said  the  carrier  may  have  Intended  to  accom- 
plish that  exclusion,  but  that  It  did  not,  hence  the  charges  were 
illegal  and  should  be  returned. 


LUMBER  DRESSING  IN  TRANSIT 

The  Commission  has  dismissed  No.  11426,  Illinois  Central 
et  al.  vs.  New  Orleans  Great  Northern  et  al..  opinion  No.  7609, 
88  I.  C.  C.  505-6.  In  an  opinion  written  by  Commissioner  Camp- 
bell, It  held,  as  not  having  been  sustained,  the  contention  of  the 
complainant  carriers,  namely  the  Illinois  Central  and  its  sub- 
sidiary or  affiliated  line,  the  Yazoo  It  Mississippi  Valley,  that 
they,  rather  than  the  defendants,  were  entitled  to  provide  for  and 
collect  a  charge  for  the  transportation  services  Incident  to  dress- 
ing in  transit,  of  lumber,  at  Jackson  and  Brookbaven,  Miss. 

Originating  roads,  the  Qulf  ft  Ship  Island  and  Mississippi 
Central  in  addition  to  the  principal  defendant,  have  been  col- 
lecting the  transit  charges  at  Jackson  and  Brookhaven.  and 
retaining  the  money.  The  Illinois  Central  has  been  claiming 
the  right  to  collect  the  money.  Each  set  of  carriers  said  it  was 
willing  to  pay  the  other  set  for  the  services  rendered  by  it. 
The  originating  roads  have  had  the  better  of  the  argument  be- 
cause they  have  collected  the  money  for  the  transit  service  as 
a  condition  precedent  to  its  delivery  to  the  Illinois  Central  sys- 
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tern  lines.  The  latter,  according  to  the  statements  in  Commis- 
sioner Campbell's  report,  have  been  doing  most  of  the  work,  in 
that  they  have  done  the  switching  to  the  planing  mills  in  Jack- 
son and  Brookhaven,  and  of  course,  have  performed  the  serv- 
ice of  taking  out  the  dressed  lumber  for  further  northward 
movement.  The  originating  lines,  on  lumber  dressed  in  transit, 
do  some  clerical  work  that  is  not  required  on  lumber  going 
through  without  dressing.  The  Illinois  Central  lines,  in  addi- 
tion to  the  switching,  also  perform  some  necessary  clerical  work. 
Both  contentions,  according  to  Commissioner  Campbell,  are 
wrong.  As  he  sees  the  matter,  dressing  in  transit  is  a  joint  en- 
terprise, in  which  all  concerned  are  partners,  and  all  to  be  con- 
sulted. Inasmuch  as  the  decision  probably  will  attract  nation- 
wide attention,  the  issue  as  summed  up  by  Mr.  Campbell  is 
given  in  full  herewith,  as  follows: 

The  Illinois  Central  contends  that  as  it  performs  practically  all 
the  transportation  service  Incident  to  the  transit  arrangement  it  is 
entitled  to  control,  publish,  collect  and  retain  the  transit  charge,  but 
it  is  willing  to  allow  the  Initial  linos  switching  and  per  diem  re- 
<  luims  and  to  reimburse  them  for  necessary  clerical  expenses.  The 
initial  lines  contend  that  as  they  originate  the  traffic  they  alone  have 
tin-  right,  if  they  so  elect,  to  determine  whether  or  not  there  shall 

i  transit  charge  and,  if  so,  what  it  shall  be,  and  that  they  are 
entitled  to  publish  the  charge  and  to  collect  it.  They  are  willing, 
however,  to  pay  the  Illinois  Central  a  proper  compensation  for  the 
service  it  performs.  In  other  words,  it  is  the  contention  of  thr 
initial  lines  that  they  have  the  right  to  be  the  principals  in  this  ar- 
rangement and  to  employ  the  Illinois  Central  merely  to  do  the  work 
for  a  stipulated  sum.  Reparation  is  asked  by  complainant  to  cover 
the  transit  chaiges  collected  by  the  initial  lines  from  March  1  to 
April  23,  1920,  the  date  of  the  filing  of  the  complaint.  The  2-cent 
transit  charge  involved,  since  increased  to  2.5  cents  under  the  general 
increases  of  1920.  was  approved  in  Mercantile  Lumber  Co.  vs.  I.  C. 
K.  H.  Co..  53  I.  C.  C.,  663,  and  59  I.  C.  C.,  128. 

The  carriers'  rights  and  responsiblities  in  connection  with  the 
matter  are  joint,  and  all  parties  to  the  joint  through  rates  are  entitled 
to  a  voice  when  questions  Jarise  as  to  whether  there  shall  be  a  transit 
arrangement,  whether  a  charge  shall  be  made  therefor,  or  what  the 
charge,  if  any,  shall  be.  If  there  be  disagreement  the  matter  may 
again  he  submitted  to  us  for  determination.  No  action  should  be 
taken  that  would  put  a  burden  on  the  shippers  pending  settlement. 
The  charge  should  be  published  as  a  joint  charge,  either  in  the  tariff 
naming  the  joint  through  rates  or  in  a  Joint  transit  tariff  speciflcnllv 
referred  to  in  the  tariff  naming  the  joint  through  rates.  It  should 
be  collected  by  the  carrier  that  can  do  so  with  the  greater  efficiency 
and  convenience.  It  should  be  divided  in  proportion  to  the  expenses 
incurred  by  each  line.  The  transit  charges  on  the  past  shipments 
involved  should  be  so  divided. 

Unless  the  last  paragraph  in  the  preceding  quotation  be 
construed  so  as  to  be  strictly  limited  to  the  physical  conditions 
at  Jackson  and.  Brookhaven,  the  opinion,  it  is  believed,  will 
be  warrant  for  the  breaking  of  transit  arrangements,  in  connec- 
tion with  joint  rates  to  which  eastern  trunk  lines  are  parties, 
on  the  ground  that  they  have  not  been  consulted  as  to  whether 
there  should  be  a  transit  arrangement,  and,  if  one,  the  charge 
to  be  made  therefor.  The  eastern  trunk  lines,  as  a  rule,  do  not 
favor  transit  arrangements.  Carriers  in  the  other  parts  of  the 
country,  particularly  in  the  West  and  South,  make  such  arrange- 
ments whether  the  eastern  lines  like  them  or  not.  They  have 
been  made  in  connection  with  joint  rates,  by  means  of  local 
tariffs. 

In  the  so-called  creosoting  in  transit  case,  Central  of  New 
Jersey  vs.  United  States  et  al.,  decided  by  the  Supreme  Court 
of  the  United  States,  December  5,  1921,  opinion  by  Associate 
Justice  Brandeis,  Traffic  World,  December  10,  1921,  p.  1186,  the 
court  said  the  privilege  of  creosoting  was  treated,  in  the  tariffs 
on  file  with  the  Commission,  as  a  matter  local  to  the  railroad 
on  which  the  transit  point  was  established.  Whether  the  privi- 
lege should  be  granted  or  withheld,  Mr.  Brandeis  said,  was  de- 
termined by  the  local  carrier.  Because  neither  the  Pennsyl- 
vania nor  the  Central  of  New  Jersey  had  participated  in  any 
way  in  the  establishment  of  the  transit  privilege  enjoyed  by 
the  competitors  of  the  American  Creosoting  Company  at  points 
in  the  South  and  mid-west,  the  court  held  the  Commission  had 
done  an  unlawful  thing  in  requiring  the  complaining  roads  to 
either  establish  the  transit  at  Newark  or  abolish  it  at  other 
points. 

If  the  Campbell  opinion  be  read  as  applying  only  at  junc- 
tion points  where  the  planing  mills  are  situated  on  tracks  not 
controlled  by  the  originating  roads,  its  significance,  it  is  believed 
to  be  obvious,  will  not  be  wide-flung. 

The  Supreme  Court  said  the  Commission  might  have  dealt 
with  the  creosoting  transit  situation  under  the  first  section, 
either  condemning  the  failure  of  the  trunk  lines  to  establish  it 
as  unreasonable  and  unjust,  or  the  action  of  the  southern  and 
mid-western  lines,  equally  repugnant  to  the  first  section,  but 
not  under  the  third,  as  a  matter  of  undue  prejudice  and  pref- 
erence. 


on  St.  Louis  and  other  crossings  above  Vicksburg.  Even  on 
present  rates,  the  protesting  railroads  pointed  out,  the  combina- 
tions on  Vicksburg,  from  the  refineries  in  Texas  and  Louisiana 
are  lower  than  the  combinations  from  the  Oklahoma  refineries 
based  on  St.  Louis.  For  instance,  the  combination  from  Tulsa 
to  Cincinnati  via  East  St.  Louis  is  57  cents.  From  Shreveport 
to  Cincinnati,  via  Vicksburg  it  is  50.5.  The  proposed  unlimited 
cut  of  the  proportional  rate  of  19  cents  to  14  cents  would  have 
reduced  the  Vicksburg  combination  from  Shreveport  to  Cin- 
cinnati to  45.5  cents.  The  present  rate  from  Tulsa  to  New 
York  via  St.  Louis  is  86.5  cents  and  from  Shreveport  via  Vicks- 
burg 75.5  cents.  The  present  rate  from  Shreveport  to  Indian- 
apolis, on  which  more  oil  would  likely  move  than  on  the  rate  to 
New  York,  the  lowest  comination,  is  52.5  based  on  Jeffersonville. 
The  combination,  if  the  proposed  reduction  had  not  been  limited 
to  the  southeast  would  have  been  48  cents  via  Vicksburg,  from 
rfhreveport. 

The  decision  was  that  the  carriers  proposing  the  reduc- 
tion, namely,  the  Louisiana  &  Arkansas,  Louisiana  Railway  & 
Navigation  Co.,  and  the  Vicksburg,  Shreveport  &  Pacific,  had 
not  justified  the  reduction  except  and  unless  they  confined  the 
use  of  the  proportional  to  traffic  destined  to  the  southeast.  They 
were  directed  to  cancel  the  schedules,  which  were  to  have  be- 
come effective  January  11,  without  prejudice  to  their  right  to 
file  new  ones  limited  in  the  way  indicated. 

In  that  way  the  Commission  disposed  of  what  was  generally 
admitted  to  be  a  serious  row  among  the  carriers,  the  effect  of 
which  might  have  been  a  general  breaking  down  of  rates  on 
petroleum  and  its  products.  The  limitation  is  in  accordance 
to  what  was  proposed  by  the  Louisiana  &  Arkansas,  the  prime 
mover  In  the  matter.  It  filed  its  tariffs  limiting  the  proposed 
proportional  rate  to  destinations  in  the  southeast.  The  other 
two  filed  theirs  without  any  limitation. 

The  Shreveport  refiners,  for  a  long  time,  had  been  complain- 
ing about  paying  as  much  for  a  haul  of  172  miles,  their  distance 
to  the  Mississippi  river,  as  their  competitors  in  northern  and 
central  Texas  for  hauls  of  331  and  402  miles,  the  distance  from 
Wichita  Falls  and  San  Antonio.  The  refineries  in  Shreveport 
and  northern  and  central  Texas  were  grouped.  The  width  of 
that  blanket,  which  the  Shreveport  refiners  never  allowed  the 
carriers  to  forget,  worried  the  southwestern  lines  to  such  an  ex- 
tent that  in  November,  1921,  all  except  the  Louisiana  &  Arkansas 
agreed  to  adjust  the  matter  by  retaining  the  proportional  of  19 
cents  from  Shreveport  and  raising  the  rate  from  San  Antonio 
and  Wichita  Falls  to  25.5  cents.  The  Louisiana  &  Vicksburg 
thereupon  took  steps  to  file  the  suspended  schedules.  The  V.  S. 
&  P.  and  the  L.  R.  N.  followed  that  example,  without,  however, 
limiting  the  application  of  the  proportional  to  traffic  intended 
for  the  southeast.  The  Rock  Island,  Kansas  City  Southern,  Katy, 
Missouri  Pacific,  Cotton  Belt  and  Frisco  protested  and  procured 
the  suspension  of  the  schedules  until  May  11. 

At  the  hearing,  the  V.  S.  &  P.  opposed  the  reduction  on  the 
ground  that  it  would  force  a  graduation  of  the  rates  from  the 
west,  with  rates  from  Beaumont,  Port  Arthur  and  Houston  as 
low  probably  as  the  rate  from  Shreveport.  It  objected  to  limit- 
ing the  reduced  rate  to  the  southeast.  The  Louisiana  Railway 
&  Navigation  Company,  at  the  hearing,  sided  with  the  Louisiana 
&  Arkansas,  contending  the  Shreveport  refiners  were  at  a  dis- 
advantage, as  under  prevailing  conditions  there  was  practically 
no  movement  from  that  point,  so  near  the  Mississippi  river,  into 
the  southeast. 

No  attempt,  the  Commission  said,  was  made  to  justify  the 
application  of  the  proposed  proportional  on  traffic  to  central 
freight  and  trunk  line  territories,  hence  the  holding  of  non-justi- 
fication on  that  point. 


PETROLEUM  FROM  SHREVEPORT 

In  holding  as  it  did  in  Its  report  on  I.  and  S.  No.  1472 
(mimeographed  without  page  or  opinion  number)  that  the  rail- 
roads had  justified  their  proposal  to  reduce  the  proportional  rate 
on  petroleum  and  its  products,  except  crude  and  fuel  oil,  from 
Shreveport  to  Baton  Rouge,  Natchez,  and  Vicksburg,  only  in  so 
far  as  rates  to  the  southeast  would  be  affected,  the  Commission 
protected  the  combinations  on  oil  from  the  mid-continent  field 
to  central  freight  association  and  trunk  line  territories,  based 


NEW  ORLEANS   EXPORT  SWITCHING 

A  messy  question  of  tariff  interpretation,  in  which  Com- 
missioner Hall  could  not  agree  with  Commissioners  Aitchison 
and  Eastman,  his  colleagues  on  division  3,  was  disposed  of  in 
that  division's  report  on  No.  11229,  Louis  Werner  Stave  Com- 
pany vs.  Director-General,  as  agent,  Louisiana  Railway  &  Navi- 
gation Company,  opinion  No.  7584,  68  I..C.  C.  395-400.  It  held 
the  charges  on  staves  for  export  from  New  Orleans  to  Frellsen 
La.,  the  water  front  terminal  of  the  L.  R.  &  N.,  14  miles  above 
New  Orleans,  which  had  originated  at  interstate  points,  and 
from  Frellsen  to  New  Orleans,  between  January  3,  1918,  and 
April  23,  1919,  were  unreasonable  to  the  extent  they  exceeded 
3  cents  before  June  25,  1918,  and  unreasonable  since  then  to  the 
extent  they  exceeded  the  rate  produced  by  the  application  of 
General  Order  No.  28  and  the  permission  in  Ex  Parte  74. 

The  trouble  grew  out  of  the  fact  that,  when  the  L.  R  &  N. 
began  establishing  its  water  front  facilities  at  Frellsen,  there 
was  a  group  rate  of  5  cents  on  staves,  applicable  from  points  as 
far  north  as  North  Baton  Rouge,  to  New  Orleans,  which  that 
carrier  did  not  wish  to  apply  to  traffic  from  other  lines  between 
New  Orleans  and  Frellsen,  if  the  traffic  was  intended  for  export 
Without  specifically  cancelling  that  rate,  it  put  in  a  switching 
charge  of  1.5  cents,  applicable  from  New  Orleans  to  Frellsen. 
The  rate,  however,  was  not.  made  applicable  in  the  reverse  di- 
rection. The  switching  rate  applied  on  many  items  of  traffic 
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to  which  the  5-cent  group  rate  did  not  apply.  It  called  for  a 
50.000-pound  minimum  on  staves,  while  the  group  rate  required 
only  40.000.  The  switching  rate  was  published  in  a  tariff  con- 
taining what  might  be  construed,  as  an  alternative  rule.  The 
Commission  said  that,  while  the  tariff  carrying  the  switching 
rate  did  not  contain  an  item  specifically  cancelling  the  5-ceut 
group  rate,  the  rule  gave  notice  that  the  switching  tariff  might 
contain  rates  or  charges  affecting  the  tariff  containing  the  group 
rate.  It  added  there  were  no  facts  of  record  from  which  the 
inference  might  be  drawn  that  the  switching  rate  or  the  manner 
of  its  publication  unduly  preferred  the  complainant,  or  that  other 
shippers  were  misled  or  prejudiced  thereby.  It  s-aid  it  had  fre- 
quently held  that  a  shipper  is  not  required  to  look  beyond  the 
face  of  the  tariff,  quoting  Interstate  Remedy  Co.  vs.  American 
Express  Co..  16  I.  C.  C..  In  support  thereof.  That  observation 
was  made  by  way  of  answer  to  the  contention  of  counsel  for  the 
Director-General  that  shipments  under  the  1. 5-cent  rate,  if  any, 
were  undercharged.  It  was  not  certain  that  that  rate  was  ap- 
plied on  any  shipment,  because  the  Commission,  prior  to  con- 
sidering that  point,  had  said  it  appeared  that  charges  on  all  ship- 
ments were  collected  at  the  applicable  rates  of  5  and  6.5  cents 
—the  rates  under  the  group  tariff,  applicable  before  and  after 
June  25.  1918. 

The  complainant  asked  the  Commission  to  prescribe  a  switch- 
Ing  rate  of  2.5  cents,  between  New  Orleans  and  Prellsen;  and  to 
award  reparation  to  the  basis  of  1.5  cents,  on  shipment  prior  to 
June  25.  1918.  and  2  cents  thereafter. 

After  disposing  of  the  contention  of  counsel  for  the  Director- 
Oeneral.  that  shipments  given  the  benefit  of  the  1. 5-cent  rate.  If 
any,  were  undercharged,  the  Commission  said  It  appeared  that, 
under  the  agreement  releasing  the  L.  R.  4  N.  from  federal  con- 
trol, the  Director-General  retained  none  of  the  revenues  accru- 
ing during  control,  and  would  not  be  affected  by  an  order  of 
reparation. 

How  the  Commission  arrived  at  the  conclusion  that  the  rate 
of  1.5  cents  was  not  Illegal,  and  then  that  3  cents  would  have 
been  the  reasonable  rate  to  have  applied  to  a  time  prior  to  Its 
power  to  establish  minimum  rates,  the  report  does  not  disclose. 
A  witness  for  the  L.  R.  *  N.  testified  that  the  switching  rate 
was  just  and  reasonable.  The  carrier  promised  to  establish  It 
when  the  complainant  took  a  lease  from  the  railroad  for  the  use 
of  some  of  the  land  the  railroad  acquired  at  Frellsen.  when,  In 
1916,  It  decided  to  make  that  Its  place  for  conducting  Import 
and  export  business.  At  that  time  It  Intended  to  Include  Frell- 
sen within  the  limits  of  New  Orleans'  switching  district,  and 
to  provide  free  switching  from  New  Orleans  on  some  traffic 
and  the  lower  charge  on  other. 

On  the  subject  of  tariff  publication,  the  Commission's  report 
said  the  L.  R.  A  N.  should  have  so  published  Its  tariffs  as  to 
show  plainly  that  the  switching  tariff  governed.  It  added  the 
Commission  expected  the  carrier  promptly  to  revise  Its  tariffs 
accordingly. 

The  order  require*  the  L.  R.  A  N.  to  publish  a  switching 
rate  of  5  cents  on  starts,  for  exi>ort.  from  Frellsen  to  New  Or- 
leans, and  a  rate  of  5  cents  from  New  Orleans  to  Frellsen  on 
through  all-rail  shipments  from  points  In  other  states,  not  later 
than  June  .'4. 

Commissioner  Hall.  In  his  dissent,  said  the  group  rate  was 
now  8  cents,  while  the  rate  ordered  by  the  Commission  will  be 
S  cents,  thereby  disrupting  the  group,  which  disruption,  he  said, 
undoubtedly  would  affect  other  groups.  He  said  such  an  order 
was  not  warranted  on  the  record.  A  further  declaration  was  that 
the  Interstate  rate,  prescribed  for  the  future,  will  be  lower  than 
the  present  Intrastate  rate  and  "will  result  In  discrimination 
against  Intrastate  commerce." 

Publication  of  the  1. 5-cent  switching  rate,  he  said,  was  Im- 
material. "A  carrier  may  not  thus  establish  rates,"  said  he. 


eral  Order  No.  28,  June  25,  1918,  and  Anally  the  Commission's 
report  in  Illinois  Classification,  55  I.  C.  C.,  290.  298.  In  the 
last-mentioned  case  it  held  the  shippers  in  Indiana  were  unduly 
prejudiced  by  the  things  the  carriers  had  done  in  obedience  to 
the  Illinois  commission.  It  held  in  that  case  that  the  carriers 
might  revise  their  commodity  rates  on  iron  and  steel  manufac- 
tured articles  by  reverting  to  the  basis  in  effect  prior  to  October 
26,  1914,  and  adding  to  the  rates  then  in  effect  the  5,  15  and  25 
per  cent  increases,  with  such  modiflcatfons  as  might  be  required 
by  changed  conditions.  With  regard  to  other  than  the  manu- 
factured iron  and  steel  articles,  it  said  the  record  did  not  war- 
rant a  definite  finding.  The  carriers,  however,  February  29, 
1920,  the  last  day  of  federal  control,  adopted  the  basis  laid  down 
for  manufactured  articles  on  iron  and  steel,  for  making  rates  on 
bar  iron,  to  nearly  all  the  points  mentioned  in  the  complaints. 
Fifth  class  was  allowed  to  remain  in  effect  at  the  other  places. 
The  complaints  particularly  attacked  rates  on  bar  iron  to 
Sheboygan,  Wis.,  in  comparison  with  rates  on  the  same  articles 
to  Milwaukee,  which  in  1914  was  a  commodity  rate  of  15.5  and 
is  now  a  commodity  rate  of  36.5  cents,  composed  of  a  commodity 
rate  of  19.5  cents  to  Milwaukee  and  17  cents  beyond,  the  17-cent 
rate  covering  an  additional  haul  of  52  miles.  The  Commission 
remarked  that  the  spread  between  Milwaukee  and  Sheboygan. 
originally  5  cents,  was  now  17  cents,  "due  mainry  to  the  suc- 
cessive percentage  increases  in  the  rates  and  the  establishment 
of  a  lower  commodity  rate  to  Milwaukee"  without  any  comment 
upon  it  other  than  the  statement  of  fact  that  the  commodity 
rate  to  Sheboygan  was  one  cent  less  than  the  fifth  class  rate. 


RATE  ON  CRUDE  PETROLEUM 

Reparation  has  been  awarded  in  No.  12042,  Anderson  &  Gus- 
tafon.  Inc..  et  al.  vs.  Director-General,  as  agent,  M.  K.  &  T.  et 
al..  opinion  No.  7607.  68  I.  C.  C.  496-8.  on  account  of  unreasonable 
rates  on  crude  petroleum.  In  tank  cars,  from  Wichita  Falls,  Tex., 
to  Oklahoma  City  and  Cushing.  Okla..  shipped  between  September 
8  and  11,  1918,  to  the  basis  of  the  subsequently  established  rate 
of  22.5  cents.  That  rate  was  in  effect  at  the  time  the  shipments 
moved,  to  Tulsa.  Sapulpa  and  Okmulgee.  more  distant  points. 

The  shipments  were  made  before  the  reduced  rate  could  be 
made  effective,  but  not  until  after  application  had  been  made 
for  it,  on  account  of  a  shortage  of  crude  at  the  points  to  which 
It  was  sent.  The  Commission,  in  this  case,  followed  the  decision 
It  made  In  Atwood  Refining  Co.  vs.  Director-General,  57  I.  C.  C. 
22,  in  which  It  condemned  a  rate  of  32.5  cents  from  Burkburnett, 
Tex.,  to  Oklahoma  City  and  established  a  22.5  cent  rate.  Rates 
of  37  and  32.5  cents  were  condemned  in  this  case,  the  former 
being  that  charged  to  Cushing  and  the  latter  to  Oklahoma  City. 


COAL,  INDIANA  TO  OHIO 

An  order  of  reparation  on  account  of  unreasonable  rates  on 
coal  has  been  made  In  No.  11988.  Fox  Paper  Co.  et  al.  vs.  Di- 
rector-General, as  agent,  opinion  No.  7G02.  68  I.  C.  C.  479-81. 
The  Commission  said  the  rate  from  Seelyville.  Ind.,  to  Rlalto,  (>.. 
was  unreasonable  to  the  extent  It  exceeded  $1.65  and  the  rate 
from  Big  Vein.  Ind..  to  Crescentvllle,  ()..  to  the  extent  it  exceed- 
ed $1.70.  The  shipment))  from  Seelyvllle  to  Rialto  moved  at  a 
rate  of  $2.50,  80  per  cent  of  the  sixth  class,  under  an  exception  to 
Official  Classification.  The  rate  from  Big  Vein  varied  from  $3 
to  $3.50.  Some  of  the  shipments  were  undercharged.  The  Com- 
mission authorized  the  waiving  of  the  undercharges. 


"which  would  be  highly  preferential  of  favored  shippers,  by  the      bell, 

ublUh-      soft  coal  from  mines  on  Its  line  In  Ohio,  had  not  been  shown  to 


simple  device  of  making  no  reference  thereto  In  tariffs  publ 
Ing  contemporaneous  higher  road-haul  rates,  for  the  same  service, 
and  giving  no  notice  to  shippers  generally  that  lower  rates  are 
published  by  it  In  another  tariff." 


COAL   RATE   DIVISIONS 

The  Commission  has  dismissed  No.  12030,  Federal  Valley 
Railroad  Co.  vs.  Toledo  &  Ohio  Central  et  al.,  opinion  No.  7608, 
68  I.  C.  C.  499-504.  on  a  finding,  written  by  Commissioner  Camp- 
that  the  division  of  joint  rates  accorded  complainant  on 


RATES   ON   BAR   IRON 

The  Commission  has  dismissed  No.  12425.  Fort  Wayne  Roll- 
Ing  Mill  Corporation  vs.  Director-General,  as  agent.  Chicago.  Mil- 
waukee ft  St.  Paul,  et  al..  opinion  No.  7593.  68  I.  C.  C.,  439  43. 
holding  that  the  widely  varying  rates  on  bar  Iron,  from  Fort 
Wayne,  Ind..  to  destinations  In  Indiana,  Illinois.  Wisconsin  and 
Missouri,  In  1918.  1919  and  1920  were  not  unreasonable.  The 
report  also  covers  No.  12247,  Same  vs.  Director  General,  as  agent, 
A.  T.  *  S.  F..  et  al. 

The  case  grew  out  of  the  confusion  In  rates  on  Iron  and 
steel  articles  resulting,  first,  from  the  Commission's  decision  In 
the  Five  Per  Cent  case  authorizing  the  carriers  to  Increase  the 
class  rates  and  the  commodity  rates  applicable  to  iron  and  steel 
articles;  second,  out  of  the  permission  given  the  carriers  In 
December,  1917,  to  cancel  commodity  rates  on  bar  Iron  In  ques- 
tion and  apply  the  fifth  class  rates,  except  on  the  so-called  short- 
haul  traffic:  third,  the  failure  of  the  Illinois  commission  In 
permit  the  five  per  cent  Increase;  fourth,  the  application  of  d-n 


have  been  or  to  be  unjust,  unreasonable.  Inequitable  or  other- 
wise unlawful.  The  stockholders  of  the  Black  Diamond  Company 
were  also  the  stockholders  of  the  railroad  company.  The  Black 
Diamond  Company,  the  Commission  said,  was  the  owner  of  the 
largest  mine  on  the  railroad. 

Chairman  McChord,  In  a  dissenting  opinion,  said  the  case 
was  one  calling  for  the  exercise,  by  the  Commission,  of  the  in- 
creased power  Congress  had  conferred  upon  It  to  grant  relief,  to 
a  short  line,  which  the  Public  Utilities  Commission  of  Ohio  had 
forced  its  owners  to  operate  as  a  common  carrier,  and  which  had 
been  operating  at  a  deficit.  He  said  the  importance,  potentially, 
of  the  line  was  obvious  when  It  was  stated  that  Its  rails  reach 
coal  measures  In  which  lie  200,000.000  tons  of  commercial  coal. 
He  said  that  upon  the  showing  made  In  the  record  the  road  was 
entitled  to  immediate  relief  In  the  form  of  larger  divisions  from 
Its  connections.  Its  only  source  of  revenue  being  the  freight  in- 
terchanged with  them. 

Commissioner  Meyer,  In  a  concurring  report,  look  the  view 
that  the  case  was  one  in  which  the  public  Interest  was  just  the 
reverse  of  what  the  chairman  had  said.  He  said  It  seemed  im- 
probable that  a  carrier  which  had  received  proportionate  share  of 
the  Increases  in  rates,  which  performed  no  passenger  service 
and  whose  only  agency  station  was  also  served  by  a  trunk  line, 
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with  no  expense  for  car  hire  or  any  of  the  other  forms  of  expense, 
would  be  deemed  entitled  to  any  relief. 


MIMIMUM  FOR  CRUDE  OIL 

For  the  first  time  in  its  existence  of  thirty-five  years,  the 
Commission,  in  No.  11512,  Brundred  Brothers,  vs.  Prarie  Pipe 
Line  Co.  et  al.,  opinion  No.  7597,  68  I.  C.  C.  458-66,  has  pre- 
scribed a  minimum  for  crude  oil  transported  through  pipe  lines. 
In  an  order  based  on  a  report  written  by  Commissioner  Esch, 
it  has  directed  the  Prairie  and  its  connections,  the  whole  con- 
stituting what  is  popularly  known  as  the  Standard  Oil  pipe  line 
system,  to  establish,  not  later  than  July  16,  a  minimum  of  10,000 
barrels  as  a  substitute  for  a  minimum  of  100,000.  That  higher 
minimum  the  Commission  said  was  unreasonable.  The  order 
directs  the  establishment  of  that  minimum  on  shipments  from 
the  mid-continent  field  to  Franklin  and  Lacy  Station,  Pa.,  but  it 
is  assumed  the  minimum  will  be  used  generally,  if  there  is  any 
demand  for  transportation  of  that  kind,  so  as  to  avoid  unjust 
discrimination  and  undue  preference. 

Commissioner  Esch,  in  his  report,  abstracted  the  conten- 
tions of  the  parties  so  as  to  make  it  of  value  in  the  event  the 
same  question  should  come  up  later.  He  said  that  experience 
would  demonstrate  whether  such  a  minimum  would  effectuate 
the  intent  of  the  law  "that  the  pipe  lines  shall  be  open  to  the 
use  of  all  as  common  carriers,  subject  only  to  such  reasonable 
regulations  as  may  be  necessary  to  their  efficient  operation." 

A  question  as  to  the  reasonableness  of  the  rates  of  the 
pipe  line,  increased  some  time  before  the  filing  of  the  rate,  was 
also  involved.  The  Commission  held  the  defendants  had  shown 
them  to  be  reasonable,  but  Mr.  Esch  said  that  that  finding  was 
without  prejudice  to  any  conclusion  that  might  be  reached  upon 
a  broader  record  as  to  tb,e  rates  of  the  defendants  generally. 


RATES  ON  GROUND  WORMSEED 

In  a  report  on  No.  12572,  Standard  Chemical  Manufacturing 
Co.  vs.  Director-General,  C.  &  N.  W.,  opinion  No.  7598,  68  I.  C.  C. 
467-70,  the  Commission  has  held  unreasonable  first  and  double 
first  class  on  L.  C.  L.  shipments  of  ground  wormseed  in  bags 
and  barrels,  from  Chicago  and  South  Elgin,  111.,  to  Omaha,  be- 
tween May  8,  1917,  and  March  13,  1918,  to  the  extent  they  ex- 
ceeded third  class  and  awarded  reparation. 


EXPRESS    DELIVERY  AT   SPRINGFIELD,    MASS. 

The  Commission  has  dismissed  No.  12809,  East  Springfield 
Citizens  Club  et  al.  vs.  American  Railway  Express  Company, 
opinion  No.  7603,  68  I.  C.  C.  482-4,  holding  that  the  failure  of  the 
express  company  to  include  the  East  Springfield  section  of 
Springfield,  Mass.,  within  the  limits  of  the  free  collection  and 
delivery  of  express  shipments  from  and  to  that  city  had  not 
been  shown  to  be  unjustly  discriminatory. 


TEXAS  INTRASTATE  RATES 

The  Traffic  World  Washington  Bureau 

The  Commission  has  vacated  and  set  aside  its  eleven  orders 
and  amendments  thereto  issued  by  it  in  No.  11764,  intrastate 
rates  in  Texas,  in  so  far  as  they  pertain  to  freight  rates,  the 
orders  to  be  of  no  effect  from  and  after  May  20  (see  Traffic 
World,  May  6,  p.  986).  The  orders  respecting  passenger  fares 
and  the  surcharge  remain  in  effect  because  the  railroad  com- 
mission of  Texas  has  no  power  over  passenger  fares,  they  hav- 
ing been  prescribed  by  statute. 

This  release  from  the  orders  of  the  Commission  was  brought 
about  by  the  act  of  the  Texas  commission  rescinding  its  orders 
that  had  the  effect  of  prescribing  rates  for  application  within 
Texas  different  from  those  prescribed  by  the  Commission  in 
Ex  Parte  74  for  interstate  traffic  under  similar  conditions,  and 
the  establishment,  by  affirmative  orders  of  the  Texas  commis- 
sion, of  the  rates  which  theretofore  had  been  ordered  into  effect 
by  the  federal  Commission. 

The  new  rates,  under  the  authority  of  the  state  body,  will 
become  operative  May  15,  five  days  before  the  orders  of  the 
Commission  are  vacated  and  set  aside.  That  the  recission  of 
the  Commission's  orders  will  restore  the  state  commission  to 
power  is  recognized  in  the  Commission's  order  vacating  and 
setting  aside  its  own  order  by  a  paragraph  referring  to  the 
tariffs  which  will  come  into  effect  May  15,  reading  as  follows: 

And  it  further  appearing,  That  said  increased  Intrastate  rates  and 
charges  will,  if  said  orders  of  this  Commission  be  vacated,  continue  in 
effect  as  the  lawfully  established  and  applicable  rates  and  charges 
unless  and  until  changed  by  further  affirmative  order  of  the  com- 
petent authority  of  said  state. 

Coincident  with  the  order  restoring  to  the  Texas  -commis- 
sion power  over  rates  in  that  state,  the  Commission  denied  the 
application  of  the  New  Orleans,  Texas  &  Mexico  for  a  rehear- 
ing and  modification  of  the  Commission's  order  of  March  14, 
1921,  regarding  rates  on  sugar  from  Sugarland,  Tex.,  to  various 
Texas  destinations.  In  the  order  of  that  date  the  Commission 
held  that  the  action  of  carriers  with  regard  to  rates  on  sugar 
from  points  outside  of  Texas  made  it  unnecessary  for  it  to  enter 
into  any  proceedings  against  the  rates  on  sugar  from  the  Texas 


refining  point  to  Texas  destination.  The  New  Orleans,  Texas 
&  Mexico  desired  that  case  to  be  reheard  and  the  order  modified. 
It  desired  to  have  the  intrastate  rates  on  sugar  from  Sugarland 
held  to  he  unduly  prejudicial  against  interstate  commerce  (Traf- 
fic World,  March  25,  p.  635),  but  the  Commission  held  that  the 
action  of  the  carriers  in  reducing  their  rates  from  Colorado, 
New  Orleans,  and  other  points  outside  of  Texas  had  brought 
the  Texas  intrastate  rates,  in  relation  to  the  interstate  rates,  to 
such  a  point  that  they  were  not  to  be  condemned  on  the  ground 
that  they  constituted  a  discrimination  against  interstate 
commerce. 

Shreveport  Case  Orders 

The  last  vestige  of  the  orders  of  the  Commission  in  the 
earliest  Shreveport  cases,  were  removed  from  the  books  of  the 
Commission  in  an  order  whereby  the  federal  body  rescinded 
orders  dated  February  9  and  November  27,  1920,  February  21, 
April  8,  April  28,  May  25,  June  13  and  October  31,  1921,  from 
and  after  May  20,  and  discontinued  the  cases.  The  cases  so 
discontinued  were  I.  and  S.  No.  710,  Eastern  Texas  Class  rates; 
I.  and  S.  No.  729,  Class  Rates  to  Shreveport,  La.;  formal  docket 
Nos.  3918  and  8290,  Railroad  Commission  of  Louisiana  vs. 
Aransas  Harbor  Terminal  et  al.,  and  formal  docket  No.  8418 
Louisiana  Public  Service  Commission  vs.  Same. 

The  rescinded  orders  in  the  last  mentioned  formal  docket 
are  dated  October  31,  1916,  January  22,  1918;  May  27,  1918; 
April  23,  1920;  August  1,  1921;  October  11,  1921;  October  26, 
1921,  aid  December  12,  1921. 

All  the  rates,  rules  and  regulations  affected  by  the  orders 
in  the  earlier  cases  were  probably  carried  forward  in  tariffs 
filed  under  the  permissions  and  orders  relating  to  Ex  Parte  74, 
and  therefore  probably  wiped  out  by  the  first  order  issued  a  few 
days  earlier.  The  possibility,  however,  of  non-inclusion,  there- 
fore, was  destroyed  by  the  later  order  specifically  mentioning 
the  latter  orders  issued  under  the  re-opened  older  cases  so 
that,  as  now  believed,  no  technical  question  can  be  raised  about 
the  power  of  the  Texas  commission  to  deal  with  any  of  the 
rates  heretofore  held  in  effect  by  the  orders  of  the  federal  body, 
in  contravention  of  orders  of  the  Texas  commission. 

Some  of  the  orders  in  the  Shreveport  cases  were  issued 
nearly  a  decade  ago.  The  earlier  ones  were  set  aside  by  later 
ones.  The  first  really  sweeping  one,  however,  was  not  put  out 
until  July  7,  1916.  That  order  was  amended  and  modified 
eight  times,  the  latest  being  December  12,  1921,  carrying  into 
effect  class  and  commodity  rates,  carload  minima,  classification 
ratings  and  rules  in  accordance  with  the  tenor  of  Ex  Parte  74. 

The  Commission,  May  8,  put  out  a  memorandum  concerning 
the  peace  that  has  been  made  between  itself  and  the  Texas 
railroad  commission,  by  the  rescinding,  by  the  Texas  commission 
and  the  national  body,  of  the  orders  relating  to  the  Shreveport 
case,  the  technical  names  of  which  have  been  lost  under  the 
general  designation  of  the  "Shreveport  case."  The  Commission, 
in  that  memorandum,  speaks  of  the  peace  having  been  made 
"on  Thursday  of  last  week."  The  order,  however,  was  not  put 
out  until  the  day  after  the  Commission  acted.  The  memorandum 
is  as  follows: 

On  March  7,  1911,  more  than  eleven  years  ago,  the  Railroad  Com- 
mission of  Louisiana  filed  a  complaint  with  the  Interstate  Commerce 
Commission  alleging  that  rates  for  the  transportation  of  freight  from 
Shreveport,  La.,  to  points  in  eastern  Texas  were  unreasonable  and 
unduly  prejudicial  as  compared  with  rates  on  like  traffic  from  com- 
peting points  in  Texas  to  destinations  in  that  state.  The  evidence 
disclosed  many  such  situations  and  the  order  of  the  Interstate  Com- 
merce Commission,  23  I.  C.  C.,  31,  requiring  removal  of  this  undue 
prejudice,  was  sustained  on  June  8,  1914,  by  the  Supreme  Court  in 
Houston  &  Texas  Ry.  vs.  United  States,  234  U.  S.,  342. 

This  order  was  substantially  limited  to  three  railroads.  Subse- 
quent complaints  of  the  same  complainant  on  behalf  of  Shreveport 
broadened  the  scope  of  the  proceedings  so  that  the  Commission's 
orders  were  extended  to  include  "eastern  Texas,"  34  I.  C.  C.,  472,  and, 
later,  the  entire  state  of  Texas  and  all  interstate  carriers  by  railroad 
operating  therein,  41  I.  C.  C.,  83;  48  I.  C.  C.,  312.  All  freight  traffic 
moving  upon  class  rates  and  much  of  that  carried  on  commodity  rates 
was  affected. 

The  purpose  of  the  orders  was  to  remove  and  prevent  the  undue 
prejudice  to  which  Shreveport,  its  shippers,  and  interstate  commerce, 
were  subjected  by  interstate  carriers  through  the  maintenance  of  a 
system  of  rates  within  the  state  of  Texas  which  unduly  preferred 
localities  in  Texas,  their  shippers,  and  intrastate  commerce.  The 
result  of  the  orders,  as  modified  from  time  to  time,  in  the  light  of 
additional  evidence,  to  take  care  of  changed  conditions,  was  that  a 
large  part  of  the  intrastate  traffic  in  Texas  has,  since  November  1, 
1916,  moved  on  rates  corresponding  to  the  interstate  rates  found  rea- 
sonable by  the  federal  tribunal. 

Following  the  recent  decision  of  the  Supreme  Court  of  the  United 
States  in  the  Wisconsin  case  the  Texas  commission  on  April  26,  1922, 
made  an  order  prescribing  intrastate  rates  for  use  within  the  state 
of  Texas  on  the  basis  now  in  effect  under  previous  orders  of  the 
Interstate  Commerce  Commission.  The  interstate  and  intrastate  rates 
were  thus  brought  into  harmony  by  the  action  of  both  commissions, 
and  it  was  no  longer  necessary  to  restrain  the  Texas  carriers  by 
exercise  of  the  federal  authority  In  respect  of  these  intrastate  rates. 
The  Interstate  Commerce  Commission  accordingly  vacated  on  Thurs- 
day of  last  week  its  outstanding  orders  in  the  Shreveport  case,  and 
discontinued  the  proceeding  with  the  consent  of  all  parties.  This 
closes  a  case,  the  first  of  Its  kind,  in  which  the  Supreme  Court  held  that 
In  regulating  the  rates  of  Interstate  carriers  by  railroad  where  their 
interstate  and  intrastate  operations  are  so  interwoven  that  the  control 
over  the  one  necessarily  involves  control  of  the  other,  it  is  the  nation 
and  not  the  state  which  is  supreme  "within  the  national  field. 

Under  the  present  interstate  commerce  act  provision  Is  made  for 
co-operation  between  the  federal  and  state  authorities.  Steps  are 
being  taken  to  minimize,  if  not  eliminate,  the  occasions  for  conflict 
between  state  and  interstate  rates,  and  gratifying  progress  has  been 
made. 
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RATES  ON  STEEL  RAILS  AND  BARS 

Examiner  Howard  Hosmer  has  recommended  the  dismissal 
of  No.  13054,  Hyman-Michaels  Company  et  al.  vs.  Director-Gen- 
eral, as  agent,  on  a  finding  that  rates  on  steel  rails  and  bars 
In  carloads,  during  federal  control,  from  Scott  City,  Kan  to 
t.  Louis,  Chicago,  Granite  City.  Irondale,  Indiana  Harbor,  East 
Chicago,  Jersey  City,  and  New  York,  were  not  unreasonable  or 
otherwise  unlawful.  In  substance,  the  complaint  was  directed 
against  the  rates  from  Scott  City  to  St  Louis  and  Chicago.  No 
attack  was  made  on  the  factors  of  the  combination  applicable 
on  the  shipments  to  Jersey  City  and  New  York,  which  went  on 
to  China,  for  use  in  the  Peking  Suiyuan  line  of  the  Chinese  gov- 
ernment railroads.  The  rates  to  the  other  places  named  in  the 
complaint  were  either  the  St  Louis  or  Chicago  rates.  The  com- 
plaint against  them  was  caused  by  the  fact  that,  although  the 
Railroad  Administration  had  reduced  the  eastbound  rates  in 
anticipation  of  the  abandonment  of  the  Colorado,  Kansas  A 
Oklahoma,  they  were  higher  than  the  ones  in  the  reverse  di- 
rection. 

The  Commission  said  that,  while  such  a  situation  required 
an  explanation,  the  mere  fact  that  it  existed  did  not  condemn  It. 
In  this  instance,  the  explanation  was  that  the  westbound  move- 
ment was  much  heavier  than  the  eastbound.  The  complainant 
contended  that.  Inasmuch  aa  the  lower  westbound  rates  were 
made  for  the  benefit  of  the  railroad  that  was  being  abandoned, 
the  westbound  movement  could  not  have  been  heavier  than  the 
prospective  eaatbound  movement,  which  contemplated  the  taking 
from  Scott  City  all  the  steel  that  had  been  carried  to  It.  The 
Santa  Fe,  however,  showed  that.  In  1920.  the  movement  of  steel 
rails  and  fastenings  Into  Colorado  waa  91  cars,  while  only  five 
moved  eastward,  some  from  Colorado  and  some  from  Kansas. 


CLASS  RATES  FROM  SOUTH  DAKOTA 

Examiner  Henry  C.  Keene  has  recommended  the  dismissal  of 
No.  12026.  Board  of  Railroad  Commissioners  of  the  State  of  South 
Dakota  vs.  Ahnapee  A  Western  et  al.  on  a  holding  that  the  class 
rates  between  points  In  western  South  Dakota  and  destinations 
In  Illinois.  Iowa,  Minnesota.  Missouri.  Nebraska.  Kansas  and 
Wisconsin  had  not  been  shown  to  be  unreasonable  or  otherwise 
unlawful.  The  South  Dakota  commlnnlon  alleged  the  rates  were 
unduly  preferential  to  stations  In  North  Dakota.  Colorado.  Ne- 
braska and  Kansas;  and  that  In  some  Instances  the  through 
rate*  were  In  exceaa  of  the  aggregate  of  the  Intermediates. 

The  complainant  sought  the  application  to  points  west  of  the 
MlKsourl  River  In  South  Dakota,  the  scale  of  clans  rates  now 
applicable  In  Nebraska  and  prescribed  by  the  Commlsnlon  In  the 
Missouri  River-Nebraska  Cases.  40  I.  C.  C.  201.  The  principal 
defendants  were  the  Milwaukee,  the  North  Western  and  the 
Burlington.  They  maintain  higher  rates  weat  of  the  Missouri 
than  east  thereof  on  the  ground  that  the  sparclty  of  population 
and  hard  operating  conditions  require  a  higher  level  of  rates 
there  than  In  Nebraska,  or  In  South  Dakota  east  of  the  Missouri. 


Some  were  routed  Frisco  by  way  of  Chicago  but  the  examiner 
said  the  Frisco  tariffs  did  not  offer  routes  via  Chicago. 

CAPACITY   LOADING   OF   LUMBER 

An  order  of  dismissal  has  been  advised  by  Examiner  Bron- 
son  Jewell,  in  a  report  on  No.  12246,  Brooks-Scanlon  Lumber 
Co.  et  al.  vs.  Director-General,  as  agent,  Ann  Arbor  et  al.,  on 
holding  that  the  Commission's  decision  in  Lumber  Carload 
Minima,  68  I.  C.  C.  98,  affords  the  relief  sought  by  the  com- 
plainants, with  respect  to  a  reasonable  and  definite  rule  for 
determining  carload  minima  on  lumber,  from  Bend,  Ore.  The 
complainants  asked  the  Commission  to  prescribe  a  rule  which 
would  enable  them  to  determine  when  a  car  was  "loaded  to  full 
visible  capacity"  and  require  the  carriers  to  inspect  their  load- 
ings to  determine  whether  they  were  or  were  not  loaded  to 
full  visible  capacity  in  accordance  with  that  rule.  They  also 
asked  for  reparation.  The  examiner  said  the  request  for  an 
inspector  and  for  reparation  should  be  denied. 

STORAGE   CHARGES  ON    OATMEAL 

Examiner  H.  J.  Wagner  has  recommended  the  dismissal  of 
No.  12978,  Quaker  Oats  Co.  vs.  Director-General,  Canadian  Na- 
tional Railways  et  al.,  on  a  holding  that  storage  charges  assessed 
for  the  detention  at  Jersey  City  of  a  carload  of  oatmeal  had 
lawfully  accrued.  They  amounted  to  $1.008,  the  car  having  been 
received  February  28.  1918,  but  not  delivered  until  August  B. 
The  Quaker  Oats  Company  claimed  It  never  received  notice  of 
arrival  of  the  car  from  Neepawa.  Canada,  but  the  Erie  showed  a 
messenger's  receipt  book  showing  a  stamp  of  the  Quaker  Oats 
Co.  opposite  the  number  of  the  car,  followed  by  what  the  ex- 
aminer called  three  undecipherable  initials. 

IMPORTED    BREWERS'    RICE 

Dismissal  of  No.  12802.  A.  B.  Haslacher  and  F.  G.  E.  Lange, 
doing  business  as  California  Grain  Co.,  vs.  Director-General,  as 
agent,  has  been  recommended  by  Examiner  Henry  C.  Keene 
on  a  holding  that  the  rate  on  Imported  brewers'  rice,  from  Seat- 
tle and  Tacoma.  to  Sioux  City,  la.,  in  August  and  September,  1918, 
was  not  unreasonable. 


RATING   ON    SUDAN    SEED 

Examiner  John  A.  McQuillan  In  a  report  on  No.  12949.  Men- 
gelsdorf  Seed  Co.  vs.  Chicago.  Burlington  A  Qulncy  et  al.,  has 
recommended  the  condemnation  of  unreasonableness  for  the 
third  class  rating.  In  Southern  and  Western  Classification  terri- 
tories, on  leas  than  carload  shipments  of  sudan  seed,  the  seed 
of  a  grass  resembling  other  sorghums  or  canes,  and  the  substi- 
tution In  lieu  thereof  of  a  fourth  class  rating.  The  report  also 
covers  sub.  No.  1  of  the 'same  complaint,  Same  vs.  Aberdeen  & 
Rockflsh  et  al. 


RATES   ON   WOOL  AND   MOHAIR 

In  a  tentative  report  on  No.  13318.  Boston  Wool  Trade  As- 
sociation vs.  Director  General,  as  agent.  Examiner  H.  J.  Wag- 
ner advised  the  Commission  to  construe  8L  Louis  So.  A  San 
Francisco  tariffs  I.  C.  C.  Nos.  (484  and  7290,  so  aa  to  make  tlw 
rates  named  therein  applicable  to  wool  and  mohair  In  the 
grease,  In  sacks  or  in  bales,  carloads,  originating  at  points  west 
of  the  west  bank  of  the  Missouri  River,  to  Boston,  moving  dur- 
ing federal  control  prior  to  May  4.  1920.  He  also  recommended 
It  order  the  charges  adjusted  In  accordance  with  the  con- 
struction he  said  should  be  placed  upon  the  tariffs  mentioned. 

The  question  was  whether  the  tariffs  mentioned,  or  Cam- 
eron s  I.  C.  C.  Nos.  D-92  and  D-lll  were  applicable.  The  Direc- 
tor-General contended  that  the  Cameron  tariffs  naming  rates 

*  and  62  cents  prior  to  June  25.  1918  and  70  and  77.5  cents 
thereafter  were  the  proper  ones  to  apply.  The  St  Louis  So.  A 
San  Francisco  rates  were  42  and  47  cents  prior  to  June  25.  1918 
and  62.5  and  59  cents  thereafter.  The  Director-General  collected 
higher  rates  on  the  ground  that  the  St.  Louis  So.  A  San  Fran- 
cisco tariffs  were  Intended  to  apply  only  to  rail-water  and-rall 
movements  from  New  York,  Philadelphia,  Baltimore  and  Bos- 
ton Into  the  Interior. 

Cameron's  witness,  the  examiner  said,  admitted  there  were 
no  routing  restrictions  in  the  St  Louis  So.  A  San  Francisco 
tariffs. 

Some  of  the  shipments  were  routed  specifically  over  the 
routes  set  forth  In  the  Frisco  tariffs;  others  In  such  a  way  aa 
to  require  the  use  of  the  Frisco  route  and  some  unrouted. 


RATES  ON  CONDENSED  MILK,  ETC. 
Examiners  John  B.  Keeler  and  I.  L.  Koch,  In  a  report  on 
No.  13105.  Armour  A  Company  vs.  Director-General,  as  agent, 
have  recommended  a  finding  that  rates  on  canned,  condensed, 
and  evaporated  milk.  In  carloads,  from  Bloomer,  WIs.,  to  points 
In  official  classification  territory  and  Des  Molnes,  between  Feb- 
ruary 1,  1918,  and  June  1,  1919,  were  unreasonable  (1)  to  trunk 
line  territory  to  the  extent  that  they  exceeded  the  rates  con- 
temporaneously applicable  on  canned  vegetables,  carloads,  from 
Chetek  and  Rice  Lace  to  the  same  destinations,  and  (2)  to  cen- 
tral territory  and  Des  Molnes  to  the  extent  that  they  exceeded 
the  rates  contemporaneously  applicable  on  canned  goods,  car- 
loads, from  Chetek  and  Rice  Lake  to  the  same  destinations. 

RATES  ON   MANGANESE  ORE. 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  I.  L.  Koch  in  a  report  on 
No.  13113,  Donner  Steel  Co..  Inc.,  vs.  Director-General,  as  agent, 
aa  to  rates  on  manganese  ore.  from  East  Boston,  Mass.,  Wee- 
hawken,  N.  J.,  Philadelphia,  Baltimore  to  North  Tonawanda, 
N.  Y.  He  said  the  Commission  should  hold  the  rates,  applied 
between  June  25  and  December,  1918,  unreasonable  to  the  ex- 
tent they  exceeded  $3.75  per  long  ton. 

FAILURE  TO  FOLLOW  DIVERSION  INSTRUCTIONS 
A  holding  that  the  complainant  was  damaged  and  entitled  to 
reparation  on  account  of  the  failure  of  the  Director-General 
promptly  to  comply  with  diversion  instructions,  has  been  recom- 
mended by  Examiner  Henry  C.  Keene,  In  a  report  on  No.  12954, 
the  State  Highway  Department  of  Texas  vs.  Director-General.  C. 
A  N.  W.  et  al.  The  complaining  department  averred  the  first 
class  rating  and  rates  on  seven  carload  shipments  of  motor  chas- 
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sis,  set  up,  from  Chicago  to  Austin,  Tex.,  in  February,  1920, 
diverted  to  Amarillo,  were  unreasonable  and  unduly  prejudicial  to 
the  extent  they  exceeded  second.  The  traffic  consisted  of  road- 
making  material  distributed  among  the  states  by  the  Secretary 
of  War.  At  the  hearing  the  allegation  of  unreasonableness,  based 
upon  the  fact  that  the  rating  was  changed  to  second  class  soon 
after  the  shipments  moved,  was  abandoned.  The  Director-Gen- 
eral, according  to  the  report,  made  no  effort  to  effect  diversion 
in  compliance  with  complete  instructions  received  before  the  cars 
left  Des  Moines  or  Kansas  City,  the  points  where  the  diversion 
should  have  been  made.  The  examiner  also  said  the  Director- 
General  made  no  effort  to  defend  the  dereliction. 


RATES  ON  MILL  WASTE 

Examiner  H.  J.  Wagner  has  recommended  a  finding  of  undue 
prejudice  and  an  order  directing  its  removal  in  a  report  on  No. 
13408,  Atwood-Crawford  Company,  Inc.,  vs.  Maine  Central  et  al., 
as  to  rates  on  mill  waste,  in  carloads,  from  points  in  New  Hamp- 
shire on  the  Boston  &  Maine,  to  Pawtucket  and  Darlington,  R.  I. 
He  said  the  Commission  should  hold  rates  on  mill  waste  the  same 
as  rates  on  lumber,  between  the  points  mentioned,  in  comparison 
with  rates  on  mill  waste  lower  than  rates  on  lumber  on  other 
parts  of  the  Boston  &  Maine,  constituted  undue  prejudice  which 
should  be  removed. 


RATE  ON   CANNED   FRUIT 

Assistant  Chief  Examiner  Ulysses  Butler,  in  a  report  on 
12377,  Williamson  Halsell  Frazier  Company  vs.  Director- 
General,  as  agent,  has  recommended  a  holding  of  unreasonable- 
ness and  an  award  of  reparation  on  shipments  of  canned  fruit, 
carloads,  from  Canon  City,  Colo.,  to  Oklahoma,  City,  in  October, 
1919.  He  said  the  rate  should  be  held  unreasonable  to  the 
extent  it  exceeded  69  cents,  and  that  reparation  should  be  made 
to  that  basis. 


RATES  ON  MILLWORK  TO  EL  PASO 
Examiner  Burton  Fuller,  in  a  report  on  No.  11824,  Farley 
&  Loetscher  Manufacturing  Co.  et  al.  vs.  Director-General,  A.  T. 
&  S.  F.  et  al.,  has  recommended  affirmance,  on  rehearing  of 
the  findings  in  the  original  report,  62  I.  C.  C.  721,  with  respect 
to  rates  on  sash,  doors,  door  and  window  screens,'  and  other 
millwork,  from  Dubuque,  Clinton  and  Muscatine,  la.  to  El  Paso 
and  grouped  points.  Fuller  said  the  Commission  should  hold 
the  rates  unreasonable,  for  the  future,  and  unduly  preferential 
of  competitors  on  the  Pacific  coast,  to  the  extent  they  may  ex- 
ceed 69  cents  from  Dubuque  and  Clinton,  and  66  cents  from 
Muscatine. 


RATE  ON  GRAVEL  TO  DETROIT 

Reparation  on  account  of  unreasonable  charges  on  185  car- 
loads of  unwashed  bank  gravel,  of  15  cents  per  100  pounds,  from 
elly's   Pit,  near  Grand  Rapids,  to  Detroit,  during  federal  con- 
trol, has   been  recommended  by  Examiner  Howard   O    Faul    in 
a  report  on  No.  12186,  General  Motors  Corporation  vs.  Director- 
neral,   as   agent.     The   shipments   moved   in   November,   1919 
cause  of  a  car  shortage  on  the  Pere  Marquette,  the  shipper 
routed  the  gravel  over  the  New  York  Central.     The  latter  col- 
the  sixth   class  rate  of  15  cents  and   contended   that,   in- 
imuch  as   it  was  a   sporadic   movement,  that  was  reasonable 
The   examiner   said    the    Commission    should    hold    the    charges 
unreasonable   to   the   extent  they   exceeded    those   which   would 
have  accrued  at  a  rate  of  $1.80  per  ton. 


GROUND    STORAGE    OF    STEEL 

Examiner  J.  Edgar   Smith   has  recommended   the  dismissal 
115,  International  Steel  Company  vs.  Pennsylvania    on 
that  the  rules  governing  demurrage  and  ground  stor- 
age at  Philadelphia,  on  export  shipments  subsequently  diverted 
to  domestic   use,   in   May   and  June,   1920,   during  the   strike  of 
longshoremen,  and  the  uncalled  and  unrecognized  strike  of  the 
switchmen,    were    not   unreasonable.     The    question    was    as    to 
whether  it  was  reasonable  for  the  carrier  to  charge  demurrage 
rates  on  carloads  of  steel  which  it  had  unloaded,  in  the  exericse 
s  option  to  release  its  equipment,  when  nothing  more  than 
ground  storage  was  furnished.     The  examiner  said  that  the  re- 
quirement in  the  rule,   that  ground  storage  rules  would  be  ap- 
plied  only   when   the   shipper  applied   for  the  unloading  of  the 
irs,  was  put  in  so  as  to  avoid  the  possibility  of  favoritism  and 
*    not   unreasonable.     The    complainant     had     not    asked    for 
ground    storage,    hence    the    application    of    the    car    demurrage 
rules. 


RATES  ON   OIL  OF  COAL  TAR. 

A  recommendation  that  the  Commission  find  unreasonable 
the  rates  on  oil  of  coal  tar,  and  award  reparation,  has  been 
made  by  Examiner  I.  I,.  Koch,  in  a  report  on  No.  13137,  Semet- 
Solvay  Company  vs.  Director-General,  as  agent.  He  said  the 
Commission  should  hold  the  charges  on  the  commodity  men- 
tioned, also  known  as  light  oil,  a  product  of  the  destructive 
distillation  of  coal,  in  tank  car  loads,  from  Portsmouth  and  Iron' 


ton,  O.,  to  Solvay,  N.  Y.,  were  not  unreasonable  on  and  after 
June  1,  1918,  but  unreasonable  prior  to  that  date  to  the  extent 
they  exceeded  those  which  would  have  accrued  at  actual  weight. 
Charges  were  assessed  at  an  estimated  weight  of  8.5  pounds  per 
gallon.  The  shipper  inserted  actual  weight  In  the  bills  of  lad- 
ing. They  were  substantially  less,  the  examiner  said,  than  the 
estimated  weights. 


RATES   ON    FOUNDRY    SAND. 

In  a  tentative  report  on  No.  13059,  American  Radiator  Com- 
pany vs.  Director-General,  as  agent,  Examiner  Howard  Hosmer 
has  recommended  a  finding  that  the  rates  on  burnt  foundry  sand 
from  Springfield,  O.,  to  St.  Bernard  and  Lockland,  O.,  during 
federal  control  were  unreasonable  to  the  extent  they  exceeded 
70  cents  a  net  ton  prior  to  June  25,  1918,  and  90  cents  per  ton 
thereafter  and  that  reparation  should  be  made  to  that  basis. 

EXPRESS  CHARGES  ON   GRAPES 

An  order  of  dismissal  should  be  entered,  said  Attorney-Ex- 
aminer Charles  F.  Gerry,  in  a  report  on  No.  13242,  D.  Kellerman 
vs.  Director-General,  as  agent,  on  a  holding  that  charges  on  an 
express  shipment  of  malaga  grapes  from  Holtville,  Calif.,  to 
Pittsburgh,  thence  reconsigned  to  Buffalo,  were  legally  applica- 
ble and  not  in  violation  of  the  interstate  commerce  act,  as  al- 
leged. The  shipment,  unrouted,  moved  in  August,  1918.  The 
express  company  collected  $1,225.98  and  war  tax,  Gerry  figured 
the  charges  at  |17.06  more  than  was  collected  and  said  the 
shipment  was  undercharged.  The  question  was  as  to  whether 
the  express  company  should  have  charged  anything  for  the 
haul  from  Pittsburgh  to  Buffalo  because  the  rate  to  both  places 
from  Holtville  was  the  same  and  the  express  tariffs  provide 
that  a  shipper  may  route  his  shipments  by  way  'of  established 
routes  and  transfer  points  as  he  may  desire.  Gerry  said  the 
Commission  should  hold  there  was  no  established  route  from 
Holtville  via  Pittsburgh  and  that  therefore  the  additional  rate 
from  Pittsburgh  to  Buffalo  was  properly  imposed. 


CLASS   RATE   ON    BRICK 

Attorney-Examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  13252,  St.  Clair  Brick  Co.  vs.  Director-General, 
Grand  Trunk  Western  et  al.,  on  a  holding  that  the  class  rate 
charged  on  brick,  in  carloads,  In  1919,  from  St.  Clair,  Mich.,  to 
Detroit,  had  not  been  shown  to  have  been  unreasonable.  The 
sixth  class  rate,  equivalent  to  $2.30  per  ton  was  applied,  on 
shipments  between  June  11  and  August  2,  1919.  The  desire  of 
the  complainant  was  to  obtain  reparation  to  the  basis  of  a  rate 
of  $1.60  per  ton  which  became  effective  on  the  last  mentioned 
date. 


RATE    ON    MAGNESIUM    CHLORIDE 

Examiner  J.  Edgar  Smith  has  recommended  the  dismissal 
of  No.  13146,  Salt  Lake  Chemical  Company  vs.  Director-General, 
as  agent,  and  Chicago  &  Eastern  Illinois,  on  a  holding  that 
the  rates  charged  on  magnesium  chloride,  in  tank  cars,  from 
Burmester,  Utah,  to  Chicago,  in  January  and  February,  1920, 
were  not  unreasonable  or  unjustly  discriminatory. 


RATES   ON   SALTED    MEATS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  B.  Keeler,  in  a 
report  on  No.  13201,  Wilson  &  Company,  Inc.,  vs.  Director-Gen- 
eral, as  agent,  as  to  rates  on  fresh  and  dry  salted  meats,  in 
straight  or  mixed  carloads,  from  Faribault,  Minn.,  to  Rockford, 
111.,  and  on  dry  salted  meats,  in  carloads,  from  Faribault  to 
Chicago,  locally,  and  as  a  component  in  combination  rates  to 
points  beyond,  in  Official  Classification  territory.  He  said  the 
Commission  should  find  that  the  rates  assailed  were  unreason- 
able to  the  extent  that  they  exceeded  22.5  cents  on  fresh  meats 
and  20  cents  on  dry  salted  meats,  in  straight  or  mixed  carloads, 
from  Faribault  to  Rockford,  and  20  cents  on  dry  salted  meats, 
carloads,  from  Faribault  to  Chicago;  and  that  the  through  com- 
bination rates  on  dry  salted  meats,  carloads,  from  Faribault 
to  points  beyond  Chicago  in  Official  Classification  territory  were 
unreasonable  to  the  extent  that  the  factor  from  Faribault  to 
Chicago  exceeded  20  cents. 


SWITCHING  CHARGE  AT  TERRE  HAUTE 

In  a  report  on  No.  12908,  Terre  Houte,  Indianapolis  &  East- 
ern Traction  Co.  et  al.  vs.  Director-General,  as  agent,  Examiner 
John  A.  McQuillan  has  recommended  a  holding  that  the  collec- 
tion of  switching  charges  on  interstate  carload  traffic  at  Terre 
Haute  between  October  24,  1917,  and  May  29,  1918,  was  illegal 
because  the  tariffs  provided  for  the  absorption  of  switching 
charges.  He  said  the  Commission  should  hold  the  charges  col- 
lected for  switching  intrastate  carload  traffic  at  Terre  Haute, 
during  federal  control,  were  not  unreasonable  or  otherwise  un- 
lawful. The  distinction  grew  out  of  the  fact  that  the  charges  on 
intrastate  traffic  were  made  in  accordance  with  rates  exacted 
by  the  receiver  of  the  traction  company  on  tariffs  which  the 
Indiana  commission  had  rejected.  They  were  for  ?4  and  $5  per 
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car.  Such  rates,  the  examiner  thinks,  the  Commission  should 
hold  were  not  unreasonable,  the  law  giving  the  Commission  no 
duty,  the  examiner  said,  other  than  to  determine  the  reasonable- 
ness of  intrastate  rates  during  federal  control. 


RATES  ON   NICKEL   MATTE 

In  a  report  on  No.  12885,  United  States  Nickel  Co.  vs.  Di- 
rector-General, as  agent,  and  Raritan  River  Railroad  Co.,  Exam- 
iner Richard  T.  Rddy  has  recommended  a  holding  of  unreason- 
ableness as  to  rates,  on  nickel  matte  from  San  Francisco  and 
Oakland.  Cal.,  to  New  Brunswick.  N.  J.,  but  that  reparation 
should  be  denied  because  the  complainant  was  not  the  party  in 
interest.  He  said  the  Commission  should  waive  the  collection 
of  undercharges.  He  said  the  rate  of  $2.40  on  imported  mat  to 
should  b«  held  unreasonable  to  the  extent  it  exceeded  II.  Eddy 
said  the  record  showed  the  freight  charges  were  actually  borne 
by  Usines  de  Nickel  de  la  Netha,  a  French  corporation  affiliated 
with  the  complainant,  but  a  stranger  to  this  record. 


RATE  ON  STEEL   BARS 

Examiner  R.  L.  Shanafelt  has  recommended  the  dismissal 
of  No.  13087.  C.  A.  Libbey  Co.  vs.  Uirector-Oeneral,  as  agrnt. 
Hockrng  Valley  et  al..  on  a  holding  that  a  Joint  rate  of  39  cents 
charged  on  a  carload  of  .steel  bars  from  Marion.  O..  to  Oshkosh. 
WU..  in  February,  1919,  was  not  unreasonable  or  otherwise  un- 
lawful. The  complainant  contended  for  the  application  of  a 
lower  combination  of  36  cents.  The  examiner  said  the  rate  in 
contravention  of  the  fourth  section  was  protected  by  an  appro- 
priate application  and  had  not  been  shown  to  have  been  un- 
reasonable. 


FOREIGN  TRADE  CONVENTION 

"It  may  be  safely  assumed  that  the  agriculturalists  and  the 
manufacturers  and  middlemen,  i-ven  though  situated  d«-.  ;.  in 

••ountry.  have  come  to  realize  that  their  prosperity  Is  as 
a*  closely  linked  with  the  success  of  the  American  merchant 
marine  aa  Is  that  of  th<>  moat  active  ship  operator  In  any  of 
the  ports  of  the  country."  said  W.  J.  Conlen.  of  Conlen.  Brinton 
&  Acker.  Philadelphia,  at  the  third  general  session  of  tin- 
National  Foreign  Trade  ('onwTiilnn.  in  Philadelphia.  May  11. 
A  subsidy  along  the  lines  suggested,  by  President  Harding,  and 
the  abolition  of  the  Shipping  Board,  would,  he  said,  do  more 
than  any  other  measures  to  build  up  the  merchant  marine.  He 
said: 

The  necessary  war  activities  In  American  shlp-bulldlng  and 
operation  reiulted  In  the  creation  of  such  confusing  factors  as  to 

•  expert      We  have  an  over-production  of  certain 
:•  and  a  plethora  of  usable  tonnage   In  an   imp: 

•ed  stagnant  condition  of  the  world's  trade.  The  consequence 
I*  that  the  question  of  how  to  achieve  a  well-balanced  merchant 
marine  under  efficient  American  management  In  the  present  aspect 
of  affair*,  almost  appear*  to  be  an  Incommensurable  problem 

The  Shipping  Hoard  wa*  created  a*  an  advisory  and  regula- 
tory body,  but  It  had  hardly  begun  to  function  before  It  was  called 
m<«n.  through  It*  allied  Fleet  Corporation,  to  become  an  owning 
and  operating  body. 

In  it*  advisory  capacity  the  board  find*  great  embarrassment 
in  the  need  for  keeping  ever  In  view  the  fact  of  Its  ownership 
and  the  fart*  of  It*  operating  activities  The  embarrassment  I* 
greatest  when  the  board  view*  the  •  I*  proposals  as  to 

future  upon   It*  own  operation  and   ownership. 

The    board    I*    railed    upon    f  ••.    far-reaching    ad- 

•v  proposal*  to  Congre**.  and  at  the  *amc  time  It  Is  under 
the  command  of  Congres*  to  dispose,  on  the  best  term*  po**lhle. 
of  a  vast  quantity  of  tonnage,  to  a  people  anxiously  awaiting  the 
crystallization  by  Congre**  of  the  advisory  plans  of  the  board 
before  they  become  purchaser*  and  owner*. 

The  board  cannot  strip  Itself  of  It*  problem  of  present  owner- 
ship and  operation  and  deal  only  with  the  problem  of  future 
ownership  and  operation  by  American  citizens.  The  mental 
equilibrium  of  the  advisers  of  the  board,  and  of  the  board  Itself, 
mil  deeply  disturbed  by  the  conflicting  character  of  Its 

dual    sltu/i 

\\  ith  *nrh  a  nuantlty  i.t  tonnage  on  hand  that  a  considered 
judgment  forces  the  conclusion  that  the  whole  may  not  be  At* 
posed  of  In  America  on  any  terms  which  will  not  defeat  the 
ultimate  object  which  the  President  ha*  In  view,  the  board  la 
nevertheless  called  upon  to  dispose  of  thl*  tonnage  while  It  Is 

need  In  formulating  the  way*  and  mean*  of  putting  American 
shipping  once  and  for  all  upon  a  sound  working  basis. 

In   •  midst   of  formulating  It*  plans  for  the  future.    It 

fln'l  ith  a  plan  on  hand   for  Immediate  action,  calculated 

•    It*  own  constructive  idea*. 

It    I*    no    wonder    that  <>n*ideratlon    I*    given    to    tin- 

thought   that   perhaps  the  best   solution  of  all   the  problems  would 
be   the  complete   abolishment    of   the   hoard. 

\Ve  have  no  need  In  America  of  a  supervisory  bureau  for  the 
trade  of  private  merchants. 

have  no  need  of  a  body  with  extensive  regulatory  powers 
which  will  settle  Into  mere  routine  and  fetter  shipping  with  red 
tape. 

Shipping  activities  will  not  permit  of  procrastination  and 
delay. 

It  Is  certain  that  general  assent  I*  now  given  to  the  proposl- 
llon  that  the  soon  ml  and  It*  allied  corporation  cen 

function   a*   owner*   and    operators.    (I  .  r    will    the    results 

now   -  tie  obtained    manifest   tl 

The  period  of  blind  opportunUm  and  muddled  procedure  Is 
pa*t.  The  time  for  a  policy  of  clearly  defined  outline*  ha* 
arri 

haps.  If  co  with  laying  before  Congre**  the  plan* 

for  the  future  of  American  shipping.  Incorporated  in  the  so-called 

•  tly  Introd  use  and  the  Senate. 
•-   had   been   presented  a  plan  for  the   Immediate   sale  on   tin 


market,  without  reserve,  of  every  efficient  boat  owned  by  the 
Kmergency  Fleet  Corporation,  and  the  Immediate  scrapping  of 
such  boats  as  are  unfit  for  sale,  the  whole  vexing  problem  would 
be  fully  presented  and  the  effect  of  the  constructive  legislation 
now  under  consideration  could  be  made  more  certain  by  the  action 
taken  on  the  question  of  ownership  and  operation. 

A*  the  case  now  stands,  whatever  the  action  of  Congress  on 
the  pending  legislation.  Its  efficiency  cannot  help  but  be  affected 
by  the  subsequent  action  of  the  board  with  regard  to  the  manner 
and  extent  of  the  sale  of  Its  fleet,  and  its  operation  pending  such 
sale. 

Wants  Railroad-Owned  Ship   Lines 

At  one  time  the  American  ship  owner,  in  co-operation  with  the 
American  railroad  executive,  of  vision  and  enterprise,  bid  fair  to 
control  the  major  portion  of  the  shipping  on  the  Pacific,  but  vision 
and  enterprise  could  not  prevail  against  inhibitory  laws  and  regu- 
lations, and  despite  the  most  favorable  beginnings,  the  oppor- 
tunity offertd  by  the  shipping  situation  on  the  Pacific  was  lost  to 
America. 

It  i».  therefore,  high  time  that  such  railroads  as  are  so  sit- 
uated as  to  avail  of  the  privilege  should  be  accorded  the  right  to 
own  and  operate  steamship  lines  in  the  foreign  trade,  and  our 
coastwise  trade  and  Ideas  with  regard  to  trans-continental  traffic 
need  not  be  disturbed. 

Greater  co-ordination  between  the  railroads  and  American 
steamship  lines  should  be  encouraged.  In  the  past  It  has  too 
frequently  been  the  fact  that  such  co-ordination  existed  only  with 
foreign  lines.  Our  views  with  regard  to  American  railroads 
should  not  terminate  with  the  roads  themselves  at  tidewater,  but 
xhould  follow  the  course  of  commerce  of  which  they  are  but  a 
link,  to  tin'  end  that  American  commerce  In  American  bottoms 
should  stretch  beyond  the  seas. 

The  laws  now  in  force  of  permitting:  preferential  rates,  as  pro- 
vided by  Section  28  of  the  Jones  act.  should  be  allowed  to  operate, 
s«>  that  every  legitimate  possible  preference  to  American  shipping 
be  made  to  obtain. 

< 
Railroad   Facilities  Called   Inadequate 

tv".  H.  Stevenson,  member  of  the  Lake  Erie  and  Ohio  River 
Canal  Board  of  Pennsylvania,  spoke,  at  the  same  session,  on 
"The  Dependence  of  Our  Foreign  Trade  on  the  Improvement 
of  Our  Internal  Waterways."  He  declared  that  the  period  of 
prosperity  Just  about  to  begin  would  be  curtailed  and  end  in 
another  "temporary  general  business  depression,"  unless  im- 
mediate steps  were  taken  to  increase  transportation  facilities. 
He  said: 

With  the  Industries  and  farm*  producing  as  never  before  the 
railroads  will  be  called  upon  to  carry  the  greatest  traffic  In  the  r 
history,  and  they  will  be  utterly  unable  to  properly  and  expeditl- 
inmly  handle  It.  Leading  railroad  men  admit  that  the  roads  arc  in 
a  very  bad  condition.  The  lowe»t  estimate  of  the  money  required 
to  put  the  railroad*  In  the  he*t  po*«lble  condition  1*  $6.000.000.000 
and  the  highe*t  $15.000.000,000.  the  mean  being  $10.000.000.000. 
Thl*  «um  It  I*  admitted  the  railroads  cannot  secure.  If  they  had 
It  today  It  would  require  six  to  ten  years  to  make  the  necessary 
Improvement*,  at  the  end  of  which  time  the  Increased  business 
would  require  large  further  Improvements. 

The  railroad*  thus  being  unable  to  adequately  supply  the 
cheap  and  prompt  transportation  from  the  Interior  to  the  coasts 
so  requisite  for  the  securing  of  our  proper  share  of  the  foreign 
trade,  to  what  other  agency  must  we  look?  The  one  great  and 
feasible  means  of  relieving  our  transportation  facilities  is  by 
properly  Improving  our  rivers  and  harbors  and  building  neces- 
sary canals,  a  policy  which  France.  Germany  and  other  European 
war-burdened  nation*  are  steadily  pursuing.  Now  It  Is  possible 
to  provide  with  the  next  five  years  a  complete  connected  system 
of  Internal  waterway*  covering-  the  whole  nation  for  the  small 
Iiun.noo.ooo  a  year. 

Such  a  *y«tcm  would  carry  600.000,000  tons  of  freight  annually 
at  a  *avlng  of  at  least  1350,000,000  In  direct  freight  charges  alone. 
l:ut  it  would  Kino  save  the  people  many  billions  of  dollars,  for  It 
would  keep  our  farm*  and  factories  bu*y  and  would  supply  their 
product*  much  cheaper  to  all  our  people. 

Th>  one  great  vital  connecting  link  In  this  nation-wide  »ys- 
of  waterway*  I*  the  Lake  Krlr  and  <ihlo  Iliver  Canal.  This 
will  connect  the  olilo  lUvcr  with  Ijike  Krle. 

T)M  canal  with  double  lock*  will  have  a  capacity  of  at  least 
7*. film."""  ton*  annually.  Great  lndu*trle*  of  the  district  have 
already  specifically  promised  It  60,000.000  tons  of  traffic,  five  times 
the  traffic  on  the  Panama  Canal,  and  the  smaller  ones  will  supply 
an  equal  amount.  The  canal  will  traverse  the  greatest  tonnage 
district  In  the  world,  through  which  there  has  been  moved  about 
400.000,000  tons  In  one  year.  Kvery  ten  years  the  traffic  has 
doubled.  80  you  can  see  the  va*t  po**lbllltles  of  this  waterway. 
the  bulk  of  the  traffic  on  which  will  be  Iron  ore  coming  south  and 
,1  going  north.  Of  both  these  materials  there  are  supplies  to 
four  hundred  years. 

Advocates  Adoption  of  Hague   Rules 

As  chairman  of  the  bill  of  lading  committee  of  the  Inter- 
national Chamber  of  Commerce,  C.  S.  Halght  made  a  plea  for 
the  adoption  of  the  Hague  rules  by  American  foreign  shipping 
Interests.  He  said  the  only  interests  in  this  country  opposing 
the  rules  were  the  packers  and  some  bulk  shippers  who  op- 
posed the  provision  requiring  proof  of  amount  of  actual  cargo 
loaded,  which  clause,  he  said,  was  a  "most  fair"  one.  He  said: 

i:\.-ry  nation  In  the  world  has  a  different  law  governing  ocean 
carriers.  So  far  a*  I  know,  there  are  no  two  countries  In  which 
the  law  I*  the  same.  And.  then.  Just  consider  the  bill  of  lading 
l**ued  by  any  one  of  our  regular  «teamshlp  line*.  It  I*  so  long 
that  It  would  take  an  hour  or  two  to  read  it:  It  is  printed  In  type 
»o  fine  a*  to  be  almost  Illegible;  and  It  Is  so  complicated  as  to  be 
entirely  beyond  the  comprehension  of  a  layman.  And  we  do  not 
have  merely  one  form  of  this  kind  to  deal  with,  but  many  forms. 
Kvery  steamship  company  has  Its  own  form,  while  some  companies 
have  had.  In  the  pant.  *lx  or  eight  different  forms.  And,  to  add 
In  the  confusion,  nil  of  thene  form.-  have  been  subject  to  change, 
overnight,  and  without  notice.  The  result  of  all  this  has  !••  •  n 

that  bill*  of  lading  have  not  I n  understood  by  shipper*,  nor 

•i  read  by  them,  until  a  loss  has  occurred  and  then  they  have 
discovered  that.  In  practically  every  case,  they  had  no  rlulit  ••! 

very.    This  has  caused  constant  controversy  between  shippers 
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and  carriers,  with  the  Inevitable  accompaniment  of  friction  and 
litigation. 

An  international  code  is  needed  because,  so  long  as  the  law 
remains  different  in  every  country,  you  cannot  standardize  your 
forms,  nor  correct  the  evils  which  exist,  today.  Even  where 
changes  are  admittedly  needed,  no  one  nation  will  act  alone,  if,  by 
so  doing,  its  own  shipowners  will  be  placed  at  a  disadvantage. 
As  in  our  disarmament  conference,  all  must  act  together,  or  no 
one  will  act  at  all. 

In  the  United  States,  similar  opposition  to  the  rules  has  been 
lead  by  the  Chicago  packers.  They,  too,  want  drastic  legislation 
and  have  been  advocating  the  passage  of  the  McKellar  bill,  which 
would  make  the  carriers  responsible  up  to  the  market  value  of 
every  package  shipped  and  would  deny  him  exemption  even  for 
errors  in  navigation  or  in  the  management  of  the  ship.  The 
packers  are  not  interested  in  any  trade  but  their  own,  and 
frankly  say  so,  and  see  no  advantage  to  them  in  a  system  which 
means  worldwide  uniformity.  The  McKellar  bill  never  can  be 
passed  and,  if  it  could  be,  would  cause  the  shippers  no  end  of 
trouble  and  expense.  Just  as  soon  as  carriers  are  made  respon- 
sible, up  to  the  market  value  of  each  package,  the  freight  rate 
on  every  package  will  be  determined  chiefly  by  its  value  and  not 
by  its  size  or  weight. 

The  other  opponents  of  the  rules  are  the  shippers  of  bulk 
cargoes,  who  oppose  them  because  of  the  provision  that,  where  a 
shipper  of  bulk  cargo  claims  for  shortage,  he  must  prove  the 
amount  of  cargo  actually  loaded.  This  provision  seems  to  me  and 
to  most  people  to  be  a  fair  one. 

Marine  insurance  was  under  discussion  at  both  the  morning 
and  afternoon  sessions,  May  11,  the  speakers  being  C.  R.  Page, 
Fireman's  Fund  Insurance  Company,  New  York,  "Marine  In- 
surance—Factors in  Rate  Fixing;"  and  W.  H.  La  Boyteaux, 
Johnson  &  Higgins,  New  York,  "Vital  Points  in  Marine  Insur- 
nce  Policies." 


SHIP  SUBSIDY  LEGISLATION 

The  Traffic  World  Washington  Bureau 

President  Harding  entertained  at  dinner  the  evening  of 
May  9  the  Republican  members  of  the  congressional  joint  ship 
subsidy  committee  and  Albert  D.  Lasker,  chairman  of  the  United 
States  Shipping  Board. 

The  general  situation,  with  regard  to  the  subsidy  bill  was 
gone  over  and  a  decision  was  reached  to  speed  up  the  hearings 
and  conclude  them  as  soon  as  possible  and  then  have  the  re- 
ported measure  taken  up  in  the  House  for  action. 

President  Harding  is  said  to  be  especially  desirous  of  seeing 
the  ship  subsidy  bill  put  through  at  the  present  session. 

The  hope  was  expressed  that  the  hearings  might  be  con- 
cluded this  week,  but  the  outlook  is  that  the  hearings  will  run 
well  into  next  week. 

The  hearings  'would  have  been  concluded  long  since  had  not 
Representatives  Davis,  Hardy  and  Briggs  engaged  in  detailed 
examination  of  practically  every  witness  who  has  appeared.  The 
committee,  while  controlled  by  a  Republican  majority,  can  not 
very  well  shut  off  the  questioning  of  the  Democratic  members 
so  that  any  plan  for  closing  the  hearings  is  dependent  on  the 
time  taken  by  the  Democrats  for  the  purpose  of  cross-examina- 
tion. 

The  I.  W.  W..s  are  seeking  members  among  American  sea- 
men, Andrew  Furuseth,  president  of  the  International  Seamen's 
Union  of  America,  declared  before  the  joint  ship  subsidy 
committee. 

"It  is  a  very  serious  situation,"  said  he.  "Their  literature 
is  flooding  our  vessels  in  every  port.  How  their  agents  get 
aboard  we  do  not  know.  Some  of  them  even  try  to  join  our 
union,  but  whenever  we  find  them  out  we  expel  them.  They  are 
destroying  the  personnel  because  they  tell  the  men  that  because 
they  work  on  the  ships  they  ought  to  own  the  ship  and  run  the 
ship.  It  Is  a  very  serious  menace  to  the  American  merchant 
marine." 

Demand  by  Representatives  Hardy  and  Davis,  of  the  joint 
committee  holding  hearings  on  the  ship  subsidy  bill,  that  W.  J. 
Love,  vice-president  of  the  Emergency  Fleet  Corporation  in 
charge  of  traffic,  submit  figures  showing  the  profits  or  losses 
on  the  operation  of  Shipping  Board  vessels  under  the  managing 
agents'  agreement,  by  voyages,  will  be  passed  on  by  the  Shipping 
Board. 

Mr.  Love  appeared  before  the  committee  May  8  for  cross- 
examination.  Representative  Davis  asked  for  the  net  loss  on 
each  service  maintained  by  the  board,  the  total  losses  for  all 
services  having  been  submitted  heretofore.  Mr.  Love  said 
Chairman  Lasker  had  said  that  such  information  would  be  sub- 
mitted confidentially  for  the  information  of  the  committee,  but 
not  for  the  record,  where  it  would  become  available  to  the 
general  public  and  foreign  competitors  of  the  Shipping  Board 
lines. 

Representative  Chindblom  interjected  that  it  seemed  to 
him  that  the  hearing  was  not  proceeding  as  it  should,  and 
Chairman  Greene  asserted  he  thought  the  hearing  was  going 
"pretty  wide  of  the  mark." 

"I  can't  see  that  we  are  getting  anywhere,"  said  Repre- 
sentative White. 

"We  want  to  know  where  the  leak  is — what  companies  are 
making  money  and  those  that  are  not,"  said  Representative 
Hardy. 

Mr.  White  believed   the   inforintion   sought   by   the   Demo- 


cratic  representatives  would  be  of  great  value  to  foreign  com- 
petitors. 

Commissioner  Lissner,  who  is  representing  the  board  at  the 
hearings,  said  the  requests  of  Representative  Davis  and  Hardy 
would  be  submitted  to  the  board  and  a  reply  given  as  to 
whether  or  not  the  information  would  be  furnished  for  the 
record. 

Benjamin  C.  Marsh,  managing  director  of  the  Farmers'  Na- 
tional Council,  appeared  in  opposition  to  the  subsidy  bill.  He 
said  in  part: 

The  Jones-Greene  ship  subsidy  bill  is  contrary  to  sound  public 
policy,  because  whatever  may  be  the  theories  as  to  subsidy,  the 
subsidy  without  adequate  government  control,  and  this  bill  does  not 
provide  adequate  government  control,  is  not  a  real  subsidy,  but 
government  licensing  of  the  financiers  to  rob  the  American  public. 
The  Jones-Greene  bill  creates  an  ocean-going  pork  barrel.  It  dis- 
criminates against  the  farmers  and  in  favor  of  the  ocean  grey-hounds 
for  the  rich,  and  for  Standard  oil,  steel  corporation  and  packer's  fast 
freighters.  It  permits  financial  speculators  in  ships,  and  big  business 
Interests,  to  escape  income  taxes,  and  vests  the  U.  S.  Shipping  Board, 
an  organization  utterly  and  thoroughly  discredited  with  the  American 
public,  with  power  to  tax  American  citizens  for  the  benefit  of 
America's  financiers.  The  bill  is  deceitful  in  that  it  pretends  to  put 
the  government  out  of  the  shipping  business,  while  in  point  of  fact 
it  keeps  it  in  the  shipping  business  indefinitely,  holding  the  dough- 
bag  for  the  big  financiers,  and  financial  interests  generally,  which 
the  common  people  out  of  their  poverty  and  destitution  are  being 
continuously  taxed  to  replenish. 

Our  government  must  retain  ownership  of  the  ships  which  we 
have  built  with  the  taxpayers'  money,  and  lease  them  on  a  bare 
boat  basis  at,  say  $6  per  ton  per  year,  using  the  income  therefrom 
fo  construct  new  ships.  These  two  committees  had  a  bound  duty 
to  see  that  thieves  who  robbed  the  government  of  hundreds  of 
millions  of  dollars  under  the  operations  of  the  U.  S.  Shipping  Board 
and  the  Emergency  Fleet  Corporation  were  forced  to  make  restitu- 
tion. The  President  has  declined  to  exercise  his  constitutional  duty 
in  this  matter.  There  must  be  provision  to  divide  the  ocean-going 
traffic,  and  some  arrangement  as  to  equitable  ocean  freight  rates, 
as  suggested  long  ago  by  the  late  Hon.  David  S.  Lubin.  Honest  advo- 
cates of  a  ship  subsidy  would  have  suggested  a  direct  subsidy  to  the 
seamen,  but  of  course  this  bill  was  largely  drafted  by  the  financial 
grabbers  of  New  York  City  and  other  financial  centers. 

This  committee  should  demand  to  know  what  the  salaries  are  of 
the  presidents  and  other  officers  of  companies  seeking  ship  subsidies, 
and  what  their  profits  are;  also,  it  will  be  interesting  to  know  what 
use  the  U.  S.  Shipping  Board  is  making  of  its  large  advertising  fund. 

Mr.  J.  R.  Howard,  president  of  the  American  Farm  Bureau  Fed- 
eration, is  reported  to  have  endorsed  a  temporary  subsidy  for  the  ships. 
Mr.  Howard  is  just  a  handyman  for  the  looting  Wall  Street  interests, 
masquerading  as  representing  the  farmers;  and  any  congressman 
or  senator  who  cares  to  retain  his  seat  in  the  congress,  will  be  wise 
to  ignore  Mr.  Howard  as  spokesman  for  the  farmers  of  America. 

Philip  Manson,  president  of  the  Pacific  &  Eastern  Steam- 
ship Company,  saying  he  was  appearing  as  a  citizen,  criticized 
the  record  of  the  Shipping  Board,  and  declared  that  the  only 
thing  subsidies  would  do  would  be  to  transfer  from  the  public 
treasury  to  the  pockets  of  a  few  favored  steamship  men  large 
sums  of  the  taxpayers'  money.  He  charged  that  a  subsidy 
would  "perpetuate  the  graft  and  incompetence  which  is  now  the 
real  reason  for  our  failure  to  have  a  merchant  marine  worthy 
of  the  nation." 

The  witness  said  the  fact  that  a  number  of  American  steam- 
ship companies  were  operating  without  subsidies  in  the  foreign 
trade  showed  that  a  subsidy  was  not  needed. 

"No  subsidy  policy  will  ever  create  a  permanent  merchant 
marine,"  said  he.  "A  permanent  merchant  marine  can  only  be 
created  by  efficient  and  honest  operation  of  our  shipping  in 
open  and  fair  competition  with  the  shipping  of  other  countries. 
That  is  the  way  the  British  merchant  marine  was  built  up,  not- 
withstanding it  has  always  been  in  competition  with  the  ship- 
ping of  countries  which  operated  their  ships  at  lower  costs 
than  British  ships.  That  is  the  way  the  German  merchant 
marine  was  built  up  before  the  war,  and  will  be  built  up  again 
very  quickly." 

Reports  that  the  Shipping  Board  intended  to  ask  for  an 
amendment  to  the  subsidy  bill  whereby  a  charterer  of  a  govern- 
ment vessel  would  receive  a  subsidy  were  denied  this  week  by 
Chairman  Lasker.  He  said  no  such  amendment  was  contem- 
plated by  the  board  and  that  he  would  rather  see  the  bill  vetoed 
if  such  a  provision  were  included  therein.  It  was  pointed  out 
to  him  that  the  Shipping  Board  probably  would  never  sell  its 
vessels  if  subsidies  were  paid  to  charterers  of  government  ton- 
nage. 

What  the  board  has  in  mind  is  an  amendment  whereby  the 
charterer  of  a  privately  owned  vessel  would  benefit  by  the  sub- 
sidy legislation  instead  of  the  owner  of  the  vessel. 
Speed   Program  Adopted 

What  was  characterized  by  the  Democrats  as  an  "echo" 
from  the  White  House  dinner  given  by  the  President  for  the 
Republican  members  of  the  joint  ship  subsidy  committee  oc- 
curred at  the  hearing  May  11,  when  a  motion  made  by  Repre- 
sentative Edmonds,  of  Pennsylvania,  that  the  hearings  each  day 
run  from  10  a.  m.  to  1  p.  m.  and  from  2  p.  m.  to  5  p.  m.,  instead 
of  from  10  a.  m.  to  2:30  p.  m.  was  carried. 

Representatives  Bland  (Virginia),  Davis  and  Briggs  did 
what  they  could  to  stop  the  program  of  the  Republicans  to 
speed  up  the  hearings,  but  they  were  numerically  outdistanced. 

In  what  seemed  to  some  to  be  a  slightly  sarcastic  speech, 
Mr.  Bland  congratulated  the  Republicans  for  having  such  a 
large  attendance.  He  believed  the  attendance  was  better  than 
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at  any  time  since  the  hearings  were  started,  and  said  that  it 
was  interesting  to  know  just  how  long  it  took  an  "echo"  from 
the  White  House  to  reach  the  Capitol. 

Mr.  Edmonds  replied  he  could  remember  when  things  were 
in  the  hands  of  the  Democrats — that  then  the  Democrats  heard 
the  "echo"  from  the  White  House,  and  that  the  Republicans 
then  were  in  the  majority  so  far  as  attendance  was  concerned 
and  the  Democrats  were  not. 

After  the  motion  had  been  carried.  J.  R.  Howard,  president 
of  the  American  Farm  Bureau  Federation,  appeared  as  a  wit- 
ness. He  said  farmers  as  a  rule  knew  little  or  nothing  about 
ships  or  the  shipping  business  except  that  they  paid  the  ocean 
freight  rates.  Some  time  ago,  he  said,  he  had  asked  some  of 
his  men  to  look  into  the  question  of  the  merchant  marine  and 
that  some  weeks  ago  the  Shipping  Board  asked  what  the  atti- 
tude of  the  bureau  was  toward  the  ship  subsidy  bill. 

Mr.    Howard   said   after  an    Investigation   had   been    made 

agreement  was  reached  on  the  telegram  which  he  said  he  had 

•  to  President  Harding  at  the  request  of  the  Shipping  Board 

and  which  has  been   printed  heretofore  In  The  Traffic  World. 

"Merchant  marine  rates  are  just  as  important  as  railroad 
rates  to  the  farmers,"  said  he.  "The  farmer  may  not  always 
realize  this  fact  because  he  Is  able  to  visualize  the  rail  trans- 
portation and  does  not  frequently  come  in  contact  with  ocean 
traffic.  It  Is  •  distinct  factor,  however,  In  the  price  of  his 
commodities,  for  the  surplus  of  our  crops  sold  abroad  largely 
sets  the  price  of  those  commodities  In  this  country." 

The  witness  said  that  an  analysts  showed  that  the  subsidy 
provided  by  the  pending  bill  would  cost  the  farmer  only  one- 
fourth  of  one  cent  per  bushel  in  transporting  a  ship-load  of 
wheat  from  New  York  to  Liverpool.  He  cited  similar  costs  as 
to  other  shipments. 

"Obviously."  he  said,  "such  a  cost  Is  entirely  out  of  propor- 
tion to  the  benefits  secured  and  a  constant  service  available 
for  a  disposition  of  surplus  products."  He  continued: 

The  ship  subsidy  Is  our  best  Insurance  for  marketing  of  the  farm- 
en*  exportable  surplus.  The  British  are  today  furnishing  a  service 
from  New  York  to  Brazil.  This  sen-Ice  Is  slow,  requiring  about  four- 
teen days,  and  taken  care  of  by  old  boats.  We  can  hardly  expect  bet- 
ter service  than  this  to  carry  our  typewriters,  harvesters,  plows  and 
a  thousand  and  one  other  articles  to  South  America  unless  we  do  It 
ourselves.  The  speed  Is  held  down  to  the  service  afforded  from  Great 
Britain.  We  shall  never  build  up  a  fast,  satisfactory  service  on  Brit- 
ish third  or  fourth  rate  vessels.  Yet  it  is  upon  this  fast  service  which 
develops  rapid  sail  communication  that  trade  depends  and  the  Illustra- 
tion of  the  service  between  United  States  and  South  America  might  be 
multiplied  In  other  directions.  We  cannot  reply  upon  others  to  give 
the  service  necessary  to  build  UP  this  trade. 

Let  me  say  right  here  that  the  American  Farm  Bureau  Federation 
Is  opposed  to  a  subsidy  as  a  matter  of  principle.  We  believe  that  In 
the  end  the  economic  Interests  of  the  country  will  be  best  served  by 
the  minimum  of  Interference  on  the  part  of  the  government,  regard- 
less of  whether  that  Interference  la  expressed  In  the  form  of  repression, 
regulatory  legislation  or  direct  aid.  Government  assistance  la  an  artifi- 
cial aid  taken  out  of  the  pockets  of  all  of  us  to  assist  the  business  of 
a  few  of  us. 

At  the  same  time  we  all  recognise  that  there  may  be  times  when 
the  general  principle  will  not  harmcnlse  with  the  facts  of  the  situation. 
War  has  been  and  la  a  tremendous  chemical  solvent  which  dissolves  all 
normal  conditions  and  produces  a  set  of  abnormal  and  unreal  condi- 
tions of  buslniss  endeavor.  International  commerce,  too.  Is  the  serv- 
ant of  the  whole  nation,  and  of  direct  benefit  to  every  cltlsen.  As  a 
result  of  our  own  war  effort  we  now  have  upon  our  hands  more  than 
1.700  government  ships.  These  ships  must  properly  be  disposed  of 
as  promptly  as  possible  and  at  a  price  which  shall  for  the  government 
reimburse  it  as  nearly  aa  may  be  for  Its  own  expenditures  and  which 
shall  for  the  purchaser  represent  a  reasonable  capital  Investment  in 
lhe^  ^K^**  D"**"*?*-  But  no  private  operator  will  take  these  ships 
and  build  your  merchant  marine  unless  he  can  receive  some  assist 
In  reducing  costs  and  In  building  up  volume  of  business. 

SHIPPING  BOARD  INLAND  BUREAUS 

Tkt   Tnfe   Wtrli   Wukingtom   Bore*, 

W.  J.  Love,  vice-president  -of  the  Emergency  Fleet  Corpora- 
tion. In  charge  of  traffic,  made  the  following  announcement  re- 
garding the  appointment  and  conference  of  Inland  traffic  rejWr? 
sentatlves  In  the  middle  west: 

The  conference,   which   was  concluded  May  «.  was   presided  over 
of  New  York,  who  has  been  appointed  manager  of 
»£nd  offices  division  of  the  traffic  department  of  the  Emergency 
Fleet  Corporal. 

Mr.   Klein  has  been    Identified   with  traffic  management   for  many 

years,    having    been   connected    with    the    Illinois    Central,    aa   general 

eastern  agent  In  New  York,  and  with  the  Western  Maryland  Railroad 

any.     For   the   past   six   years   he   has   represented   the    firm   of 

•  no  *   Co..   Philadelphia.    In   Brazil,   having  charge  of  their 

extensive  manganese  operations  In  that  country. 

In  addition  to  his  railway  affiliations  he  has  made  a  thorough 
study  of  steamship  operation  and  Is  thoroughly  conversant  with  the 

So.1rdJ'bulr'bVk1f.  "cSm p^orT™^    ""    °"    Ul"ted    8Ul"    8h'PP"" 

.ppo^eo0ll0,TeS8edn'tnhe*conf°efretnhce.!nUn<1  bUr"U>  Wh°  hw  jMt  "— 
Smith  of  New  York,  who  for  many  years  has  represented 
the  Pennsylvania  Railroad  at  Portland.  Ore.,  and  for  the  past  two 
years  has  been  engaged  In  the  steamship  and  war  risk  Insurance  busi- 
ness In  Chicago.  He  will  be  stationed  at  Detroit. 

Park  Hay.  of  Charl-stlon.  B.  C..  who  has  been  connected  with 
the  Mobile  Harbor  Commission  and  who  for  the  past  year  has  repre- 
sented the  Shipping  Board  at  St.  Louis  where  he  will  continue  to 
make  his  headquarters. 

O  M  Bush  of  Nocona.  Tex.,  formerly  with  the  Frisco  and  Rock 
Island,  at  Oklahoma  City,  and  for  the  past  two  years  In  charge  of 
export  traffic  of  Morris  *  Company,  packers,  at  Kansas  City  and  Chi- 
cago. He  will  have  charge  of  the  Kansas  City  office. 


R.  J.  Whitmire.  of  Minneapolis,  who  has  been  identified  with  the 
Minneapolis  and  St.  Lxmls  Railroad  and  was  for  three  years  with  the 
Chicago,  Milwaukee  &  St.  Paul  Railroad  Company.  Mr.  Whitmire  will 
be  the  Northwestern  agent  stationed  at  Minneapolis. 

J.  S.  Houston,  of  Aberdeen,  Miss.,  who  has  been  identified  with 
the  Cotton  Belt  at  Memphis,  Tenn.,  with  the  International  and  Great 
Northern  Railway,  and  the  Texas  Pacific,  at  Chicago  and  New  Or- 
leans. His  headquarters  will  he  at  Memphis. 

Mr.  Klein  outlined  at  the  meeting  the  objective  points  which  are 
to  be  attained  by  these  representatives  of  the  Shipping  Board  In  their 
respective  territories.  In  the  main,  they  are  as  follows: 

To  establish  a  more  comprehensive  understanding  among  those 
interested  In  export  and  import  traffic,  particularly  among  those  lo- 
cated in  the  interior. 

To  impress  upon  all.  whether  or  not  primarily  interested  in  ship- 
ping, the  absolute  necessity  of  an  American  merchant  marine 

To  act  as  intermediaries  between  agents  of  American  flag  ships 
and  exporters  and  Importers,  bringing  them  together  with  the  ulti- 
mate aim  of  securing  such  traffic  for  these  vessels. 

To  investigate  all  complaints  aa  to  service,  both  passenger  and 
freight:  to  convey  to  the  American  public  the  fact  that  the  Shipping 
Hoard  is  working  along  sound  business  lines  in  Its  endeavor  to  create 
an  efficient  merchant  marine. 

To  maintain  close  relations  with  all  railroad  companies  by  keeping 
in  close  touch  with  their  agents  throughout  their  respective  territories 

To  create  close  relationship  with  all  chambers  of  commerce, 
boards  of  trade,  traffic  clubs,  and  other  commercial  and  trade  bodies 

To  convey  to  all  shippers  the  fact  that  the  operators  of  Shipping 
Board  vessels  are  now  in  a  position  to  furnish  as  good  service  as 
any  foreign  lines,  and  at  equal  rates. 

To  stimulate  an  Interest  on  the  part  of  exporters  located  in  the 
nterlor.  In  the  handling  of  their  export  business,  furnishing  them  with 
information  as  to  rates  and  sailing  dates,  thereby  placing  them  on  a 
parity  with  exporters  located  on  the  seaboard. 

To  convey  to  them  the  Importance  of  favoring  American  vessels, 
thus  Insuring  the  maintenance  of  regular  and  dependable  service  on 
the  various  trade  routes  of  the  world. 

The  full  co-operation  of  all  shippers  Is  most  essential. 

Vice  President  Love  later  announced  the  assignment  of  ter- 
ritory to  representatives  of  the  inland  offices  division  of  the 
traffic  department  of  Emergency  Fleet  Corporation,  as  follows: 

Detroit:  J.  T.  Smith,  manager.  The  state  of  Michigan  except 
upper  peninsula.  That  part  of  Ohio  north  of  a  line  (east  to  west) 
through  Columbus  (not  Including  Columbus  and  Zanesvtlle) 
That  part  of  the  state  of  New  York  and  Pennsylvania  west  of  a 
line  drawn  from  Buffalo  through  Pittsburgh  and  thence  to  the 
(••  nnxylvanla-West  Virginia  state  line  (Including  Buffalo  and 
Pittsburgh.) 

Minneapolis:  R.  J.  Whitmire.  manager.  The  states  of  Min- 
nesota. Iowa.  North  and  South  Dakota.  Montana.  Wyoming.  Wash- 
ington. Idaho,  the  upper  peninsula  of  Michigan  and  that  part  of 
the  state  of  Wisconsin  north  of  a  line  drawn  from  La  Crosse  to 
Ureen  Bay  (not  Including  Green  Bay.) 

t.  Louis:  T.  Park  Hay.  manager.  That  part  of  the  state  of 
"P.01*1  'nd'ana  and  Kentucky,  south  of  a  line  drawn  from 
Mollne  III.,  east  to  Indianapolis  (Including  Mollne  and  Indian- 
apolis) and  west  of  a  line  Indianapolis  south  to  the  Ohio  river  and 
thence  to  the  Kentucky-  Tennessee  state  line.  The  entire  state  of 
Missouri,  exclusive  of  Kansas  City  and  St.  Joseph 

Memphis:  J  >.  Houston,  manager  The  states  of  Tennessee. 
Arkansas.  Mississippi  Loulshjna,  Alabama,  Georgia.  North  and 
louth  Carolina.  Florida  and  Texas,  excepting  that  part  of  Texas 
covered  by  the  Kansas  City  office. 

Kansas  City:  G.M  Bush,  manager.  The  states  of  Kansas. 
Nebraska.  Colorado.  Oklahoma,  and  that  part  of  Texas  east  of  a 
line.  IVnnlson  to  Houston.  Including  Dennlson  and  Houston 

Chicago:  That  part  of  the  state  of  Wisconsin  south  of  a  lint 
Irawn  from  La  Crosse  to  Green  Bay  (not  Including  La  Crosse  but 
ncludlng  «;r.,n  H,,yi.  That  part  of  the  states  of  Illinois  and 

to   the 


Cincinnati:  That  part  of  Ohio,  south  of  a  line  drawn  cant 
5m  »«•«  'hrouKh.<-'0'uImbus.  Ohio  (Including  Columbus  and  Zanes- 
Ille).  That  part  of  Indiana  and  Kentucky  not  covered  by  the 
St.  Loul-  I  he  state  of  West  Virginia. 

Mr.  Klein,  manager  of  the  Inland  offices  division,  at  the  con- 
clusion of  the  conference,  stated  that  the  sole  object  of  the  new 
division  will  be  to  furnish  "equal  rates  and  equal  service  to  all 
ports  in  American  bottoms." 


HEYMAN  SCORES  SECTION  28 

American  shipping  Interests  as  a  whole  resent  the  desire  of 
the  Shipping  Board  to  enforce  section  28  of  the  merchant  marine 
net,  not  only  because  such  action  would  cause  practical  and 
teanclal  hardships,  but  because  it  presupposes  a  disposition  on 
fhv  part  of  the  shippers  to  avoid  using  American  vessels,  even 
when  they  are  available.  This  point  was  brought  out  by  William 
Hitman,  traffic  manager  for  the  Consolidated  Steel  Corporation, 
chairman  of  the  export  and  Import  committee  of  the  Shippers' 
Conference  of  Greater  New  York,  and  member  of  the  export 
and  import  committee  of  the  National  Industrial  Traffic  league, 
in  a  statement  made  to  the  Shipping  Board  at  Its  hearing  on 
the  subject.  In  New  York,  recently.  A  brief  report  of  his 
tlmony  was  printed  in  The  Traffic  World,  April  29,  p.  918. 

"Before  going  Into  this  matter,"  Mr.  Heyman  said,  "I  wish 
to  state  that  we  are  most  heartily  In  favor  of  the  operation 
of  American  ships."  His  closing  remark  was  in  the  same  tone: 
"What  we  wish,  as  American  exporters,  is  the  freedom  of  the 
seas;  and  we  do  not  need  section  28  to  force  us  to  use  American 
steamers." 

According  to  Mr.  Heyman,  the  objections  against  the  en- 
forcement of  that  section  were  not  based  on  the  fact  that  to 
American  vessels  was  shown  a  preference.  If  American  vessels 
were  of  adequate  tonnage  and  If  their  service  and  rates  com- 
pared favorably  with  those  of  foreign  flags,  such  a  preference 
would  meet  with  no  objection,  he  intimated.  But  the  fact,  as 
he  saw  It.  was  that  the  enforcement  of  section  28,  while  the 
export  situation  nnd  the  shipping  situation  were  In  their  proa- 
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ent  condition,  would  work  hardship  on  shippers  and  also  on 
ship  operators,  for  the  breaking  up  of  ocean  rate  conferences 
and  the  destruction  of  ocean  rate  stability  would  result.  The 
value  of  these  conferences,  he  said,  was  admitted  by  the  board, 
and  he  quoted  from  the  testimony  of  Chairman  I^asker,  at  a 
hearing  before  a  congressional  committee,  in  which,  in  reply 
to  a  question  as  to  whether  the  board  still  maintained  con- 
ference agreements  with  foreign  lines,  the  chairman  replied: 
"Yes,  sir.  They  could  not  operate  any  other  way." 

"I  believe  Chairman  Lasker  was  absolutely  correct,"  said 
Mr.  Heyman.  "But  he  has  evidently  overlooked  the  fact  that 
to  anyone  familiar  with  ocean  shipping  there  is  no  question  but 
that  every  conference  would  be  disrupted  within  48  hours  or 
a  week  after  section  28  became  effective.  It  is  to  be  presumed 
that  the  foreign  lines  would  endeavor  to  secure  their  share  of 
the  business,  and  if  it  required  some  reductions  to  equalize 
section  28,  they  would  do  so  by  shrinking  their  ocean  rates  in 
order  to  be  on  an  equality  with  the  American  lines.  We  dislike 
to  see  such  a  condition  prevail,  because  stable  rates  are  de- 
sired by  an  exporter;  and  we  even  hope  some  day  to  see  a  con- 
ference on  ocean  freight  rates  between  foreign  countries  and 
the  United  States  to  the  extent  that  the  ocean  rates  from  this 
country  will  be  on  a  more  equivalent  competitive  basis." 

The  hardships  that  an  American  exporter  would  have  to 
bear,  due  to  the  impossibility  to  contract  for  sales,  owing  to 
inability  to  depend  on  regular  schedules,  the  fact  that  the  neces- 
sities of  foreign  countries  might  result  in  the  manufacture  of 
steel  products  that  could  not  be  advantageously  loaded  in 
American  hulls,  and  the  impossibility  of  always  securing  ex- 
tensions on  letters  of  credit  to  allow  for  delay  in  obtaining 
American  ocean  shipping  space,  were  explained  by  Mr.  Heyman. 

In  an  effort  to  show  that  the  members  of  the  Shipping  Board 
were  not  unaware  of  thlse  facts,  and  that  there  was  a  certain 
amount  of  sympathy  with  the  exporter  and  his  necessity  of 
knowing  what  he  will  be  able  to  get  in  the  way  of  space  before 
he  can  decide  how  and  when  to  ship,  Mr.  Heyman  quoted  the 
following  from  the  testimony  of  W.  J.  Love,  vice-president  of 
the  Emergency  Fleet  Corporation,  at  the  committee  hearing 
referred  to: 

The  merchants  and  exporters  of  this  country  have  been  ac- 
customed to  doing  business  with  well  established  foreign  lines  for 
years.  They  have,  on  the  one  hand,  supported  these  services  and 
Helped  to  build  them  up  and.  on  the  other  hand,  the  services  have 
given  the  merchants  practically  everything  they  needed.  We 
come  along:  with  £  service  in  competition.  The  merchant  does  not 
know  whether  we  are  going-  to  be  in  business  a  month  or  six 
months  or  a  year.  He  hesitates  to  break  away  from  his  old  friend, 
with  whom  he  has  maintained  friendly  relationship  for  years,  be- 
cause he  does  not  know  how  the  new  service  is  going-  to  treat  him, 
whether  they  are  going  to  have  enough  ships  and  at  proper  inter- 
vals, and  whether  they  are  going  to  pay  claims  or  hide  behind 
technicalities  of  the  law  to  evade  them.  Therefore,  the  element 
of  doubt  is  at  once  created  as  to  whether,  if  he  leaves  the  old 
line  and  takes  on  a  new  one,  the  latter  will  give  the  service  the 
former  did.  and  whether  the  former  will  not  penalize  him  in  some 
way  should  the  latter  fail.  The  whole  structure  is  wrong. 

Speaking  for  the  steel  interests,  with  which  he  is  connected, 
Mr.  Heyman  said: 

During  1920,  when  we  exported  900,000  tons  of  steel,  we  were 
compelled  to  use  all  available  steamers,  and  even  then  we  were 
forced  to  pay  large  sums  for  storage  charges  on  account  of  hold- 
ing steel  for  steamship  space.  Our  records  show  that  we  gave  to 
steamships  flying  the  American  flag  56.8  per  cent  of  this  tonnage, 
the  balance  being  divided  among  vessels  of  other  nations.  During 
the  three  years  of  our  company's  existence,  our  records  show  that 
we  gave  the  American  steamers  53.45  per  cent  our  our  tonnage.  I 
mention  this  as  an  indication  of  our  support  of  the  American  mer- 
chant marine.  Our  percentage  would  have  been  much  greater  had 
there  been  sufllcient  vessels  of  American  register  to  carry  our 
freight  and  had  rates  and  service  been  at  all  times  competitive. 


BOAT  LINE  REQUEST  DENIED 

The  Traffic  World  Washington  Bureau 

The  Shipping  Board  has  turned  down  the  request  of  the 
United  Fruit  Company  that  Shipping  Board  vessels  operated 
by  the  Clyde  Line  be  taken  out  of  the  service  between  north 
Atlantic  ports  and  Colombia  ports.  Adoption  by  it  of  a  report 
by  W.  J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, recommending  that  the  Shipping  Board  vessels  be  con- 
tinued in  the  service,  was  announced  this  week.  Mr.  Love's 
report  follows: 

Agreeable  to  your  request  I  have  very  carefully  perused  the  pro- 
tests of  the  United  Fruit  Company  and  others  against  the  employment 
of  Shipping  Board  vessels  principally  in  the  trade  between  the  United 
States  of  Colombia  and  our  North  Atlantic  ports.  I  have  also  very 
carefully  investigated  the  brief  submitted  by  the  Clyde  Steamship 
Company  in  support  of  a  continuation  of  their  service.  Prior  to  reach- 
ing any  conclusions,  I  discussed  the  matter  fully  with  my  associates. 
It  might  be  well  to  give  you  a  very  brief  history  of  conditions  in  the 
West  Indies,  and  this  trade  in  particular,  prior  to  1914  and  subsequent 
to  the  Armistice,  which  will  give  you  the  basis  upon  which  our  decision 
has  been  reached. 

Prior  to  1914  the  Jamaica  banana  trade  was  in  the  hands  of  the 
United  Fruit  Company,  the  Atlantic  Fruit  Company,  and  the  Hamburg- 
American  Line — there  being  a  close  relationship,  however,  existing  be- 
tween the  two  latter  companies,  whose  steamers  both  north  and  south- 
bound proceeded  beyond  Jamaica  to  other  Central  American  and  South 
American  ports,  returning  northbound  via  Jamaica,  foe  the  reason 
that  Jamaica  did  not  originate  or  receive  sufficient  cargo  to  warrant 


an  exclusive  service,  which  made  an  extension  of  the  service  necessary 
to  other  ports  for  additional  cargo  and  passengers. 

One  Di  Giorgio  at  that  time  was  a  large  importer  of  fruit,  and  the 
principal  supporter  of  the  Hamburg  American  Une's  West  Indies 
service  and  the  Atlantic  Fruit  Company.  In  fact  he  was  the  president 
i)l  the  Atlantic  Fruit  and  Transport  Company. 

Subsequent  to  the  Armistice  and  until  possibly  six  months  ago 
or  eight  months  ago.  Di  Giorgio,  now  operating  as  the  Di  Giorgio  Fruit 
Company,  used  almost  exclusively  foreign  flag  ships.  At  that  time,  as 
a  result  of  negotiations,  Di  Giorgio  agreed  to  abandon  his  use  of  for- 
eign flag  ships  as  far  as  possible,  provided  we  could  offer  him  a 
suitable  service  of  American  flag  ships. 

The  number  of  departures  from  Jamaica  demanded  by  Di  Giorgio 
was  greater  than  the  foreign  trade  of  the  Island,  both  with  respect  to 
imports  and  exports,  warranted  and  we.  therefore,  had  to  seek  other 
fields  for  the  furnishing  of  cargoes  beyond,  which  is  no  uncommon 
thing  in  the  West  Indies  and  Central  American  trades,  as  there  are 
but  very  few  Islands  that  will  completely  support  direct  services  in 
both  directions. 

After  conferring  with  the  Clyde  Line,  who  acted  as  managing 
operators  for  the  Emergency  Fleet  Corporation,  it  was  decided  to 
close  a  contract  with  Di  Giorgio  and  provide  him  with  the  required 
number  of  sailings  by  establishing  the  following  routes: 

No.  1 — Three  steamers,  fortnightly  schedule,  from  New  York  to 
the  Virgin,  Leeward  and  Windward  Islands,  returning  via  United 
States  of  Colombia  ports  and  Jamaica. 

No.  2 — Two  steamers,  fortnightly  schedule,  from  New  York  to 
Haiti,  Jamaica  and  Colombian  ports,  returning  via  Jamaica. 

No.  3 — We  also  established  a  service  with  two  Shipping  Board 
steamers  and  one  Clyde  Line  vessel  from  New  York  to  Trinidad, 
Barbados  and  Paramaraibo,  returning  via  Dominica  and  the  Virgin 
Islands.  This  service,  in  conjunction  with  service  No.  1,  gives  the 
Virgin  Islands  a  fortnightly  service  for  the  first  time  since  possession 
passed  to  the  United  States. 

No.  4 — One  additional  ship  is  used  on  a  monthly  schedule  from 
New  York  to  Haiti  ports. 

In  not  one  of  the  above-mentioned  trades  are  we  solely  in  com- 
petition with  American  flag  ships,  but,  on  the  contrary,  in  competition 
with  many  foreign  lines.  In  fact,  out  of  about  twenty-eight  ports 
which  these  vessels  make,  there  is  foreign  competition  only  either 
from  or  to  twenty-five. 

So  much  for  our  West  Indies  operations  in  general. 

The  foundation  for  the  protest  of  the  United  Fruit  Company  is 
the  call  that  we  are  making  on  two  of  the  above  services  at  Caribbean- 
United  States  of  Colombia  ports.  This  trade  has  never  been  wholly 
in  the  hands  of  American  flag  steamers;  nor  is  it  today,  and  we  have 
no  assurance,  therefore,  that  if  our  steamers  are  withdrawn,  the  cargo 
which  we  -have  been  carrying  will  revert  to  our  national  vessels.  In- 
asmuch as  this  Colombian  trade  is  the  only  point  of  issue  and  forms 
but  a  small  part  of  our  activities,  we  can  only  look  upon  the  picture 
as  a  whole  and  determine,  therefore,  whether  the  services  that  we 
have  established  throughout  the  entire  West  Indies,  some  of  which  we 
have  taken  from  foreign  flag  lines,  should  be  placed  in  jeopardy  in 
order  to  remove  our  competition  from  Colombian  ports  with  results  of 
a  very  doubtful  character. 

Our  conclusion,  therefore,  is  that  while  to  a  certain  extent  we  are 
in  competition  with  four  privately  owned  American  ships,  our  develop- 
ment in  other  directions  is  of  greater  importance,  and  we  recommend 
that  no  change  be  made  in  the  services  that  we  have  established  at 
least  until  such  time  as  it  has  been  definitely  disclosed  to  us  that  our 
competition  is  of  a  serious  and  harmful  nature  and  that  that  portion 
of  the  business  which  we  would  relinquish  would  revert  to  privately 
owned  American  ships. 


PLUMMER    TALKS    OF    SHIP    TONNAGE 

Commissioner  Edward  C.  Plummer  of  the  Shipping  Board,  in 
an  address,  May  8.  before  the  annual  convention  of  the  National 
Association  of  Manufacturers,  in  New  York,  declared  that  Eng- 
land had  never  permitted  the  tonnage  of  the  United  States  to 
equal  the  tonnage  flying  her  flag.  He  said  when  the  United 
'States  was  at  the  zenith  of  its  shipping  glory,  the  most  that 
this  country  and  all  other  countries  together  could  secure  of 
the  foreign  commerce  of  England  was  41  per  cent.  Continuing, 
he  said: 

While  we,  by  the  Act  of  1828,  had  exposed  our  ships  to  the 
competition  of  the  world,  England  retained  controlling  preferences 
for  her  vessels  up  to  1850,  or  until  her  subsidized  steamship  lines 
had  become  established  and  her  shipyards  been  put  in  a  position 
to  produce  a  type  of  tonnage  which  gave  her  advantages  over 
competitors.  These  advantages  she  never  has  yielded,  but  how 
she  took  advantage  of  our  concessions  is  shown  by  the  fact  that 
from  1830,  when  protection  of  our  ships  In  foreign  trade  was 
removed,  to  1850,  when  our  subsidy-aided  Collins  line  steamers 
began  operations,  the  percentage  of  our  foreign  commerce  carried 
in  American  vessels  dropped  from  88  per  cent  to  59  per  cent;  and 
only  the  fact  that  American  shipmasters  were  so  superior  to 
British  and  had  the  commercial  knowledge  which  enabled  them 
to  trade  as  well  as  sail,  prevented  much  more  serious  losses.  Witn 
the  advent  of  the  cable  the  knowledge  of  the  home  office  became 
available  to  the  British  and  American  ships  alike  and  that  for- 
mer advantage  vanished. 

The  recognized  truth  that  only  through  its  own  ships  can  a 
country  properly  develop  its  foreign  trade  makes  it  evident  that 
only  through  such  a  merchant  marine  as  we  propose  can  the 
foreign  trade  of  this  country  be  properly  developed,  and  the 
industries  of  this  country  be  given  their  proper  opportunities. 
Shipping  is  a  means  and  not  an  end. 

We,  like  England,  must  carry  a  majority  of  our  foreign  com- 
merce or  the  prosperity  of  this  country  must  be  limited  and  im- 
periled. Support  of  an  American  merchant  marine  is  much  more 
than  the  support  of  a  single  industry.  It  is  a  support  which 
is  essential  to  all  the  industries  of  this  country,  and  when  this 
fact  is  once  appreciated  there  can  be  no  hestitancy  on  the  part 
of  anyone  who  is  sincerely  desirous  of  seeing  this  country  prosper- 
ous in  giving  whole-hearted  support  to  any  legislation  that  will 
give  us  an  adequate  merchant  marine  for  our  foreign  trade. 

One  very  common  plan  apparently  adopted  for  the  purpose  of 
misleading  the  public  appears  in  the  statement  so  often  made 
that  the  United  States  aims  to  become  commercially  supreme  upon 
the  seas.  No  intelligent  American  alms  at  that.  England,  as 
an  island  empire,  necessarily  must  have  a  great  merchant  fleet 
to  enable  her  to  control  a  majority  of  her  foreign  commerce. 
What  thoughtful  Americans  desire -is  that  the  United  States  shall 
have  a  merchant  fleet  sufficient  to  enable  this  country  to  handle 
a  similar  proportion  of  its  foreign  commerce,  and  the  proportion 
which  England  has  Insisted  on  carrying  of  her  own  foreign  com- 
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merce.  vix..  from  SO  to  75  per  cent  is  good  enough  for  us — but  we 
should  Insist  upon  carrying  as  much  as  that  In  the  Interest  of 
the  people  of  this  country. 

Theorists,  or  worse,  who  never  had  their  money  in  American 
vessels,  may  make  declarations,  but  the  solid  fact  remains — that 
for  forty  years  it  has  cost  from  25  to  50  per  cent  more  to  operate 
American  vessels  than  it  did  to  operate  foreign  vessels:  and  the 
fact  that  strong  American  flrms.  like  the  Sewalls  of  Bath.  Maine, 
whose  people  had  been  operating  vessels  for  nearly  a  century,  who 
owned  fine  yards  in  which,  with  their  own  money,  they  could  build 
and  repair  steel  ships,  have  been  forced  to  sacrifice  their  fleets 
and  abandon  their  yards  to  their  own  great  loss,  leaves  absolutely 
nothing  effective  to  be  said.  American  ships  can  not  remain  In 
the  foreign  trade  without  national  assistance  until  they  have  be- 
,  ..mi-  established  and  the  advantages  which  their  competitors  now 
enjoy  and  for  a  long  time  have  enjoyed,  overcome. 

To  claim  anything  else  Is  merely  to  say  In  effect  that  we 
don't  want  American  ships  to  carry  any  material  part  of  th<-  com- 
merce nf  this  country — that  we  don't  want  to  enlarge  the  markets 
fur  American  products  or  give  Increased  employment  to  American 
labor. 


HARTER  ACT  AMENDMENT 

Tk,  Tnju   World   Washington  Burton 

Representative  Edmonds,  member  of  the  House  committee 
on  merchant  marine  and  fisheries,  has  introduced  a  bill  (H.  R. 
11567)  to  amend  the  Harter  act,  HO  that  the  Hague  Rules  may 
be  applied  in  the  United  State*. 

Mr.  Edmonds  said  the  bill  would  have  to  be  rewritten  so 
that  the  provisions  of  the  Hague  rules  to  be  incorporated  in 
the  Harter  act  would  be  set  forth.  He  said  hearing^  probably 
would  be  held  on  the  bill  after  the  ship  subsidy  bill  had  been 
disposed  of. 

The  bill  as  introduced  follows: 

That  from  and  after  1»22.  It  shall  be  law- 
ful to  contract  for  the  transportation  nf  properly  by-sea,  subject 
to  the  Hague  rules.  1)21.  any  existing  laws  or  laws  of  the  United 
States  to  the  contrary  notwithstanding:  Provided,  however.  That 
the  said  Hague  rules  shall  be  Interpreted  as  follows: 

(1)  Wherever  loss  or  damage  has  resulted  from  unseaworthi- 
ness the  burden  shall   be  on  the  carrier  or  other  person  claiming 
the  exemption  provided   In  section    1    of  article  IV  of  said    rulen   to 

Se  that  such  unseaworthiness  did  not  result  from  want  of  due 
Illgence  to  make  the  ship  seaworthy. 

(2)  The    burden    of    proof    shall    be    on    the    person    claiming 
exemption    under    subdivision    <<i)    of    section    2    of    article    IV    el 
•aid    rules    to    show    that    neither    the    actual    fault    or    privity    of 
the    carrier    nor    the    fault    or    neglect    of    the    carrier's    agents, 
servant*,   or  employes  contributed  to  the  loss. 

(1)  Article  V  of  said  rules  shall  not  apply  to  ordinary  com- 
mercial shipments,  but  only  to  cases  where  the  character  or  con- 
dition of  the  property  to  be  carried,  or  the  circumstances  under 
which  the  carriage  Is  to  be  performed,  are  such  as  reasonably  to 
justify  special  contracts. 


turned  from  a  tour  of  inspection  in  Great  Britain  and  Euro- 
pean maritime  countries. 

The  British,  according  to  the  report,  said  they  realized  that 
the  U.  S.  had  a  war-time  fleet  and  that,  of  course,  it  could  not 
be  expected  that  the  U.  S.  would  sink  the  fleet,  and  that,  there- 
fore, the  proposal  that  America  have  a  fleet  of  seven  to  eight 
million  gross  tons  would  be  met  by  them  with  a  readjustment 
of  their  affairs  to  enable  the  United  States  to  operate  such  a 
fleet. 

Hamburg  is  a  shipping  bee  hive,  busier  than  the  pre-war 
period,  Mr.  Farley  reported.  Many  foreign  flag  ships,  he  said, 
are  waiting  to  get  into  the  port  for  repairs. 

The  general  attitude  of  the  German  shipping  interests  is 
that  the  allies  took  from  Germany  all  of  its  shipping,  poor 
ships  as  well  as  good  ships,  leaving  Germany  clear  to  build  up 
a  new,  well-balanced  fleet  at  low  cost  because  the  German  work- 
men are  paid  in  paper  marks. 

Another  advantage  the  German  has  in  building  up  his  mer- 
chant marine  is  that  the  German  sailor  must  stick  to  the  German 
ship — he  cannot  get  employment  on  British  ships  or  other  for- 
eign lines  because  of  the  animosity  toward  him  of  the  crews 
of  the  allied  nations. 

Mr.  Farley  said  the  belief  of  the  board  that  the  world  market 
price  for  the  best  tonnage  averaged  J30  a  ton  was  justified  by 
the  conditions  he  found  abroad.  He  said  Great  Britain  had  dis- 
posed of  all  of  its  tonnage  of  the  class  that  the  Shipping  Board 
has  for  sale.  He  said  he  believed  the  average  price  of  tonnage 
was  on  the  upward  trend. 


FOREIGN    OBJECTION    TO    JONES    ACT 

Tkt  Trtft   World   Washington  Bureau 

"Notice  wan  nerved  May  8.  upon  those  affiliated  with  foreign 
•hipping  interests,  that  any  opposition  from  such  sources  with 
respect  to  the  application  of  section  28  of  the  merchant  marine 
act  of  1920  would  be  disregarded  by  the  committee  of  the  Cnlted 
States  Shipping  Board  now  conducting  hearings  throughout  the 
Tnited  States."  said  a  statement  Issued  May  8  by  the  Shipping 
Board.  The  statement  to  this  effect  was  made  by  Commissioner 
Frederick  I.  Thompson,  of  Alabama,  chairman  of  the  commit- 
tee, which  Includes  former  Senator  George  E.  Chamberlain,  of 
Oregon,  and  Admiral  William  S.  Benson,  of  Georgia,  commis- 
sioners of  (he  Shipping  Board. 

In  announcing  the  date  for  hearings  In  the  Gulf  and  (Vn- 
tral  Divisions,  net  for  New  Orleans  on  Tuesday.  May  16.  and 
St.  Louis,  on  Thursday,  May  18.  the  statement  said  that  the 
hearings  were  to  b*  solely  upon  the  adequacy  of  American  flag 
tonnage  to  serve  the  needs  of  American  commerce,  to  and  from 
foreign  ports,  that  moves  under  the  export  rate,  and  were 
not  upon  any  adverse  or  beneficial  effect  the  application  of 
Section  28  would  have. 

"The  committee."   Commission   Thompson   said,   "will   lOfUL. 
upon  knowing  the  Identity.  If  any.  protestants  may  have  with 
foreign   shipping    Interests.     The   voice   that   Is   sought   Is   the 

•    nf  the  American  shipper  and  ship  operator  and  not  any 

'•  that  may  reflect  the  view  nf  (hose  whone  private  Interests 
are  best  served  by  restriction  from  operation  of  a  preferential 
feature  of  our  marine  law.  No  weight  will  be  given  by  the  com- 
mlttw  to  views  that  originate  from  sources  known  to  be  hostile, 
openly  or  covertly,  to  the  merchant  marine  expansion  of  the 
I'nited  States." 

British  shipping  Interests  are  prepared  to  reshape  their 
affairs  on  a  basis  permitting  the  United  States  to  have  a  mer- 
chant marine  of  from  seven  to  eight  million  gross  tons,  as  pro- 
posed by  the  Shipping  Board,  while  German  shipping  Interests 
are.  In  effect,  plugging  ahead  without  paying  any  attention  to 
the  British  or  the  American  merchant  marines,  confident  that 
Germany  will  become  a  great  merchant  marine  power,  noth- 
wlthstanding  British  and  American  competition. 

The  above.  In  substance,  was  the  report  submitted  this  week 
to  Chairman  Lasker.  of  the  Shipping  Board,  by  Edward  P.  Far- 
ley, vice-president  of  the  Emergency  Fleet  Corporation  In  charge 
of  ship  sales,  as  to  the  attitude  of  the  British  and  Germans  to- 
ward the  American  merchant  marine.  Mr.  Farley  recently  re- 


OCEAN  RATE  WAR 

The   Traffic   World   Washington  Bureau 

David  Cook,  manager  of  the  American  office  of  the  Lamport 
*  Holt  line,  which  locked  horns  in  a  rate  war  recently  with 
the  Shipping  Board,  Munson  line  passenger  ships  to  South 
America,  conferred  this  week  in  Washington  with  Vlce-Presi- 
dent  Love  of  the  Emergency  Fleet  Corporation.  Mr.  Love  said 
he  had  a  very  satisfactory  conference  with  Mr.  Cook  and  that 
early  In  June  Arthur  Cook,  general  manager  of  the  line,  would 
confer  with  him.  The  present  rates,  which  resulted  from  the 
Lamport  *  Holt  line  cutting  its  rates  and  then  the  Shipping 
Board  going  one  better,  will  remain  in  effect,  Mr.  Love  said.  The 
idea  seemed  to  be  that  the  purpose  of  the  conferences  is  to  estab- 
lish a  better  "working  arrangement"  between  the  board  and 
the  British  line,  and  that  there  would  not  be  necessarily  a  change 
or  an  agreement  as  to  rates. 


OCEAN  FREIGHT  RATES 

Tkt   Traffic   World   Washington  Bureau 

With  ocean  freight  rates  on  practically  the  lowest  level 
since  the  period  of  Inflation  following  the  war  and  ocean  trade 
facing  a  seasonal  slump  on  top  of  the  existing  depression,  the 
Emergency  Fleet  Cor|.oration  will  probably  withdraw  ten  or 
twelve  of  Its  steel  cargo  vessels  from  service  shortly,  according 
to  J.  Barstow  Smull.  vice-president  in  charge  of  charters  and 
allocations.  The  Fleet  Corporation  has  406  ships  in  operation 
by  managing  agents  and  of  that  total,  384  are  at  sea  or  are  being 
loaded  at  ports.  The  remaining  22  vessels  are  being  repaired 
or  are  being  delivered  to  managing  operators.  Mr.  Smull  said 
none  of  the  established  trade  routes  would  be  discontinued  but 
that  the  number  of  vessels  In  given  routes  probably  would  be 
reduced.  He  said  It  was  better  to  have  a  few  ships  on  a  route 
filled  with  cargoes  than  to  have  a  number  of  half-filled  ships. 

In  a  statement  Issued  by  the  Chamber  of  Commerce  of  the 
United  States  In  connection  with  its  forthcoming  annual  con- 
vention the  following  comment  Is  made: 

Much    of    the    Inflation    In    ocean    freight    rates,    which    for   a    time, 

Otsde    the   coats  of    merchandise    so   high    as    to   atop   trade,    has   been 

worked  out.     Inadequacy  of  railroad  transports  lion  remains  as  one  of 

<n  the  revival  of  trade  within  Kurope.  and.  In  turn. 

between  Kurope  and  the  t'nlted  States.  The  average  business  man 
has  become  accustomed  to  thinking  of  Russia  HS  outside  the  picture 
of  conimen  ml  transactions.  Russia  Is  an  outstanding  example  of  the 
•  •(Ted  of  the  breakdown  of  railroad  transportation  In  Interfering  with 
th<-  flow  of  commcrc.-  The  shortage  of  available  land  transportation 
In  liussla  today  Is  distinctly  one  of  the  great  obstacles  to  the  restora- 
tion of  trade.  Similarly.  In  various  parts  of  Km-ope  tlie  Imd  condition 
of  railroad  transportation  Is  a  recognized  obstacle  to  trade.  The 
pilferage  risks  and  the  other  risks  Incidental  to  the  handling  of  mer- 
chandise In  transportation,  loom  up  alongside  the  delay  and  physical 
shortage  In  transportation  us  obstacles  to  trade. 


WANT  RAIL  OWNED  SHIP  LINES 

The  Illinois  Manufacturers'  Association,  in  a  letter  to  Presi- 
dent Harding,  approved  the  stand  taken  by  the  President  in  his 
leient  address  to  Congress  on  the  ship  subsidy,  that  the  inter 
si aie  commerce  law  be  amended  to  "permit  railway  systems  to 
own  and  operate  steamship  lines  engaged  in  other  than  coast- 
wise trade." 

The  letter  pointed  out  that  the  manufacturer  In  the  middle 
west  must.  In  competing  with  Atlantic  coast  manufacturers  for 
foreign  business,  absorb  the  freight  rate  to  the  seaboard.  "If 
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further  advantage  is  given  to  Atlantic  coast  manufacturers," 
the  letter  continued,  "such  as  special  lower  overseas  freight 
rates,  for  instance,  either  on  American  or  foreign  ships,  we  will 
not  be  able  to  secure  any  foreign  orders  and  will  be  completely 
isolated  from  foreign  business." 

The  Illinois  manufacturers  think  the  matter  would  be  partly 
equalized  if  rail  lines  were  permitted  to  own  and  operate  ocean 
steamers  and  if  the  through  rates  on  goods  shipped  over  the 
Joint  routes  were  under  the  supervision  of  the  Interstate  Com- 
merce Commission. 

PORT  TO  PORT  REGULATION 

The  hearing  in  the  case  of  the  Baltimore  &  Philadelphia 
Steamboat  Co.,  charged  by  the  Federal  Trade  Commission  with 
cutting  rates  to  force  the  Marine  Transportation  Corporation 
out  of  business,  scheduled  for  May  8,  has  been  postponed.  The 
date  of  hearing  will  be  announced  later. 

SHIPPING    BOARD   SALARIES 

House  and  Senate  conferees  on  the  appropriation  bill  carry- 
ing appropriations  for  the  Shipping  Board  agreed  this  week  on 
a  provision  that  not  more  than  six  officials  of  the  board  shall 
receive  $25,000  a  year  and  that  not  more  than  two  shall  receive 
120,000  a  year,  and  that  all  others  shall  not  receive  in  excess 
of  fll.OOO  a  year.  This  agreement  must  be  passed  on  by  the 
House. 


ST.   LAWRENCE   CANAL   PROJECT 

Senators  Calder  and  Wadsworth  of  New  York,  and  Repre- 
sentatives Dempsey  and  Mott  of  New  York  called  on  President 
Harding  this  week  with  reference  to  the  St.  Lawrence  waterway 
project.  They  recommended  that  the  matter  be  sent  back  to  the 
joint  commission  of  the?  United  States  and  Canada  for  further 
consideration.  It  was  said  at  the  White  House  that  no  decision 
had  been  reached  relative  to  the  matter. 


MERCHANTS  WANT   HAGUE   RULES 

A  report  made  to  the  executive  committee  of  the  Merchants' 
Association  of  Greater  New  York,  by  a  joint  committee  to  which 
the  matter  was  referred,  approving  the  Hague  rules  for  ocean 
bills  of  lading,  was  accepted  by  the  executive  committee.  The 
report  was  in  the  form  of  a  resolution  in  which  it  was  stated 
that  the  proposed  rules  would  result  in  desirable  uniformity  and 
would  be  "of  material  benefit  to  shippers." 


NEW   SERVICE   TO    PACIFIC   COAST 

Beginning  with  the  sailing  of  the  Nebraskan,  May  6,  a  weekly 
schedule  of  sailings,  from  Boston  to  the  Pacific  coast,  was 
inaugurated  by  the  United  American  Lines,  managing  agents 
for  the  American-Hawaiian  Steamship  Company.  The  ships 
will  sail  from  Boston  every  Saturday,  instead  of  alternate  Satur- 
days, as  heretofore.  The  second  sailing  under  the  new  schedule 
will  be  the  new  motor-ship  Californian. 


REVENUE  FREIGHT  LOADING 

Revenue  freight  loading  jumped  from  714,088  cars  in  the 
week  ended  April  22  to  758,286  cars  in  the  week  ended  April  29, 
an  increase  of  44,198  cars,  according  to  the  weekly  report  of 
the  car  service  division  of  the  American  Railway  Association. 

Coal  loading  increased  from  63,445  cars  in  the  week  ended 
April  22  to  75,632  cars  in  the  week  ended  April  29.  Every  other 
commodity  also  showed  an  increase.  Ore  jumped  from  9,770 
to  14,053  cars;  miscellaneous,  from  276,536  to  292,086  cars,  and 
merchandise,  L.  C.  L.,  from  239,484  to  242,565  cars.  Forest 
products  increased  from  55,859  to  59,112  cars;  grain  and  grain 
products  from  33,271  to  36,398  cars;  live  stock  from  28,114  to 
30,488  cars;  coke  from  7,609  to  7,952  cars. 

The  total  loading  for  the  week  ended  April  29  exceeded  the 
loading  of  the  corresponding  week  of  1921  of  721,084  cars,  but 
fell  below  the  800,960  cars  of  the  corresponding  week  of  1920. 

The  loading  by  districts  for  the  week  ended  April  29  and 
the  corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,749  and  6,400; 
live  stock,  2,991  and  2,733;  coal,  7,616  and  29,420;  coke,  1,258 
and  901;  forest  products,  5,441  and  5,589;  ore,  1,408  and  889-, 
merchandise,  L.  C.  L.,  69,431  and  57,351;  miscellaneous,  83,427 
and  65,610;  total,  1922,  178,321;  1921,  178,893;  1920,  183,650. 

Allegheny  district:  Grain  and  grain  products,  2,110  and 
2,271;  live  stock,  2,747  and  2,972;  coal,  12,733  and  43,415;  coke, 
4,163  and  2,392;  forest  products,  2,667  and  2,324;  ore,  2,574  and 
949;  merchandise,  L.  C.  L.,  50,892  and  43,265;  miscellaneous, 
66,567  and  46,569;  total,  1922,  144,453;  1921,  144,157;  1920,  167,099. 

Pocahontas  district:  Grain  and  grain  products,  190  and 
118;  live  stock,  82  and  86;  coal,  26,565  and  18,996;  coke,  241  and 
197;  forest  products,  1,344  and  1,253;  ore,  32  and  25;  merchan- 
dise, L.  C.  L.,  6,163  and  5,326;  miscellaneous,  4,469  and  3,812; 
total,  1922,  39,086;  1921,  29,813;  1920,  28,667. 

Southern  district:  Grain  and  grain  products,  3,302  and 
2,967;  live  stock,  2,190  and  1,889;  coal,  19,457  and  18,386;  coke, 


564  and  552;  forest  products,  19,213  and  14,554;  ore,  816  and 
816;  merchandise,  L.  C.  L.,  37,530  and  35,238;  miscellaneous, 
42,938  and  35,812;  total,  1922,  126,010;  1921,  110,214;  1920,  127,- 
347. 

Northwestern  district:  Grain  and  grain  products,  10,012 
and  8,057;  live  stock,  8,224  and  8,230;  coal,  4,241  and  3,785; 
coke,  1,411  and  445;  forest  products,  17,811  and  13,035;  ore, 
6,807  and  3,650;  merchandise,  L.  C.  L.,  30,265  and  27,220;  mis- 
cellaneous, 34,831  and  29,392;  total,  1922,  113,602;  1921,  93,814; 
1920,  122,340. 

Central  Western  district:  Grain  and  grain  products,  10,071 
and  9,586;  live  stock,  11,505  and  11,426;  coal,  3,669  and  15,426; 
coke,  167  and  158;  forest  products,  5,473  and  5,479;  ore,  1,734 
and  786;  merchandise,  L.  C.  L.,  32,796  and  31,068;  miscellaneous, 
37,564  and  32,504;  total,  1922,  102,979;  1921,  106,703;  1920,  111,593. 

Southwestern  district:  Grain  and  grain  products,  3,964  and 
4,428;  live  stock,  2,749  and  2,391;  coal,  1,351  and  4,432;  coke, 
148  and  132;  forest  products,  7,163  and  5,851;  ore,  682  and  661; 
merchandise,  L.  C.  L.,  15,488  and  16,719;  miscellaneous,  22,290 
and  22,876;  total,  1922,  53,835;  1921,  57,490;  1920,  60,264. 

Total,  all  roads:  Grain  and  grain  products,  36,398  and  34,- 
097;  live  stock,  30,488  and  29,727;  coal,  75,632  and  143,860;  coke, 
7,952  and  4,777;  forest  products,  59,112  and  48,085;  ore,  14,053 
and  7,776;  merchandise,  L.  C.  L.,  242,565  and  216,187;  miscel- 
laneous, 292,086  and  236,575;  total,  1922,  758,286;  1921,  721,084; 
1920,  800,960. 

CAR  SURPLUS  AND  SHORTAGE 

A  slight  drop  in  the  number  of  surplus  freight  cars  in  good 
order  was  reported  by  the  car  service  division  of  the  American 
Railway  Association  for  the  period,  April  23-30,  the  total  being 
371,538,  as  against  371,764  in  the  period  April  15-23.  The  aver- 
age daily  shortage  was  842  cars. 

The  surplus  was  made  v.p  as  follows:  Box,  88,305;  ven- 
tilated box,  5,184;  auto  and  furniture,  1,164;  total  box,  94,653; 
flat,  7,077;  gondola,  122,651;  hopper,  112,426;  total,  all  coal,  235,- 
077;  coke,  5,387;  S.  D.  stock,  13,775;  D.  D.  stock  1,416;  refrig- 
erator, 8,700;  tank,  562;  miscellaneous,  4,891. 

The  car  shortage  was  made  up  of  369  box,  84  flat,  374  coal, 
10  refrigerator  and  5  miscellaneous  cars. 


LOCOMOTIVE    EQUIPMENT   CONDITION 

The  summary  of  semi-monthly  locomotive  equipment  condi- 
tion of  the  car  service  division  of  the  American  Railway  Asso- 
ciation shows  that  as  of  April  15  out  of  64,563  locomotives  on 
line,  47,962  were  serviceable,  13,330  were  in  need  of  repairs 
requiring  more  than  24  hours,  and  3,271  were  in  need  of  repairs 
requiring  less  than  24  hours.  The  number  of  serviceable  en- 
gines stored  was  7,083.  The  per  cent  out  of  service  for  repairs 
requiring  more  than  24  hours  was  20.6  and  for  repairs  requiring 
less  than  24  hours,  5.1  per  cent. 


FEBRUARY  TRAFFIC   STATISTICS 

Revenue  traffic  statistics  of  the  Commission  for  class  I 
roads  show  that  in  February  freight  revenue  totaled  $292,698,828, 
as  against  $282,941,833  in  February,  1921,  and  that  passenger 
revenue  totaled  $73,603,776,  as  against  $88,451,296  in  February, 
1921. 

Revenue  tons  carried  1  mile  totaled  25,396,096,000,  as  against 
22,199,884,000  in  February,  1921.  Revenue  tons  carried  totaled 
129,935,000,  as  against  121,089,000  in  February,  1921. 

The  revenue  per  ton-mile  was  11.52  mills,  as  against  12.74 
mills  in  February,  1921. 

Revenue  passengers  carried  totaled  73,552,000,  as  against 
84,331,000  in  February,  1921. 


STATION  AGENTS  TO  MEET 

The  annual  meeting  of  the  Freight  Station  Section  of  the 
Operating  Division  of  the  American  Railway  Association,  origi- 
nally set  for  September,  will  be  held  June  20  to  22,  at  Phila- 
delphia. Formal  call  for  the  meeting  will  probably  be  sent 
out  next  week. 

Under  the  plan  of  organization  of  the  section  topics  are 
assigned  for  investigation  to  groups  of  station  agents  in  various 
districts.  Papers  on  the  topics  are  submitted  to  the  topic  com- 
mittee, and  are  considered  by  the  committee  on  direction,  which 
makes  recommendations  for  disposition  to  the  meeting.  The 
papers  are  read  at  the  meeting  and  are  discussed,  final  dispo- 
sition being  made  either  by  the  meeting  or  by  special  commit- 
tees. 

The  committee  on  topics  will  meet  in  Omaha  with  R.  O. 
Wells,  agent  for  the  Illinois  Central  at  Chicago,  secretary  of 
the  section,  next  week,  to  go  over  the  papers  submitted  for 
discussion  at  the  June  meeting.  C.  W.  Loomis,  agent  for  the 
C.  B.  &  Q.,  at  Denver,  is  chairman  of  the  committee,  and  H.  B. 
O'Halloran,  agent  for  the  Union  Pacific  at  Omaha,  and  O.  M. 
Hullinger,  agent  for  the  Michigan  Central,  at  Chicago,  are 
members. 
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Rule  No.  10,  which  governs  mixed  carloads.  Is  one  of  the  most 
Interesting  rules  of  the  42  rules  contained  m  the  Consolidated 
Freight  Classification.  Section  1,  applicable  to  the  Official  Classi- 
fication, states  that  when  a  number  of  articles  (provided  with 
1.  c.  1.  and  c.  1.  ratings)  are  shipped  at  one  time  by  one  con- 
signor to  one  consignee  and  destination  In  a  carload  they  will 
be  charged  at  the  c.  1.  rate  applicable  to  the  highest  classed  or 
rated  article  and  at  the  highest  carload  minimum  weight  pro- 
vided for  any  of  the  articles  in  the  carload.  Section  2  provides 
that  this  carload  mixture  rule  also  applies  to  shipments  gov- 
erned by  the  Southern  and  Western  classifications,  provided, 
however,  that  it  "does  not  apply  in  connection  with  commodity 
rates  except,  under  Southern  Classification,  on  articles  classified 
as  •fertilizer'  rates  or  'special  iron.'  " 

A  second  carload  mixture  alternative  Is  contained  in  section 
3.  which  provides  that  the  various  articles  may  be  considered 
as  If  they  were  divided  Into  two  or  more  separate  carloads 
each  of  which,  under  the  Official  Classification,  is  to  be  carried 
at  the  carload  rate  applicable  to  the  highest  classed  or  rated 
article  and  the  highest  carload  minimum  weight  provided  for 
any  of  the  articles  contained  In  it.  Under  the  Southern  and 
Western  classifications  this  rule  Is  modified  so  that  the  charge 
on  each  separate  carload  Into  which  the  carload  mixture  Is 
divided  for  the  purpose  of  computing  the  aggregate  charge  will 
be  based  on  the  c.  1.  rate  applicable  to  the  highest  classed 
article  and  the  highest  carload  minimum  weight  provided  for 
any  article  contained  In  it,  except  that  "If  one  of  the  carloads 
Is  subject  to  a  commodity  rate  the  carload  minimum  weight 
applicable  to  that  rate  will  apply  on  such  carload." 

Section  4  provides  a  third  alternative  carload  mixture  rule. 
Under  this  rule  the  aggregate  charge  on  a  mixed  carload  Is 
arrived  at  by  carrying  a  part  of  the  shipment  at  a  c.  1.  rate 
and  the  remainder  at  1.  c.  1.  rates.  One  or  more  of  the  articles 
may  be  carried  at  the  c.  1.  rate  and  the  minimum  carload  weight 
(actual  or  authorized  estimated  weight  to  be  charged  for  If 
In  excess  of  the  minimum  weight)  and  the  other  article  or 
articled  may  be  carried  at  the  1.  c.  I  rate  or  rates  applied  to 
the  actual  or  authorized  estimated  weight  of  each. 

A  fourth  alternative  Is  found  In  rule  IS  In  case  the  car 
containing  a  carload  mixture  Is  fully  loaded.  It  provides  that 
"the  charge  for  a  car  fully  loaded  must  not  exceed  the  charge 
for  the  same  lot  of  freight  If  taken  as  a  less-than-carload  ship- 
ment." 

These  alternative  regulations  make  possible  some  Interest- 
Ing  problems.  Suppose  that  the  following  mixture  were  offered 
at  the  ratings  and  rates  Indicated: 

Rate* 

Class  CU«  C.  L.  Cents  Per 

bt  U  C.  U          C.  U        Minimum.  Lta.     CUm»      100  Pound* 

£S         I 

"••"  8 


Under  the  first  rule,  defined  above,  the  charge  would  be 
based  on  the  highest  c.  1.  rating.  20  cents  per  100  pounds  (fourth 
class)  and  the  hlghent  minimum  weight,  36.000  pounds,  or  $72. 

Under  the  second  rule.  If  the  first  two  articles  were  con- 
sidered as  one  c.  1.  and  the  third  as  another,  the  combined 
charge  would  be  19  cents  per  100  pounds  on  36,000  pounds 
($68.40)  plus  20  cents  per  100  pounds  on  30,000  pounds  ($60),  or 
$128.40. 

If.  under  the  third  rule  stated  above,  the  first  two  Items 
are  taken  at  the  highest  c.  1.  rating.  19  cents  per  100  pounds 
(fifth  class)  on  36,000  pounds  ($68.40),  and  the  remaining  Item 
at  the  I.  c.  1.  rate  of  36  cents  per  100  pounds  on  2,500  pounds,  or 
$6.26.  the  combined  charge  would  be  $74.66. 

If  It  Is  assumed  that  this  car  was  fully  loaded,  the  fourth 
alternative  would  also  apply  and  the  1.  c.  1.  rates  applied  to 
the  actual  weight  of  each  Item  would  result  In  a  combined 
charge  of  $78.86. 

In  this  particular  Instance,  therefore,  it  would  be  profitable 
to  take  advantage  of  the  first  carload  mixture  rule  defined 
above  —  I.  e.,  the  privilege  offered  in  rule  10,  sections  1  and  2. 

Freight  In  Excel*  of  Full  Carloads 

The  Consolidated  Freight  Classification  regulation  governing 
freight  oflVrf-d  In  excess  of  what  can  be  loaded  In  or  on  one 
car  Is  contained  In  rule  No.  24.  It  provides  that  In  case  of 
freight  having  a  minimum  carload  weight  of  30,000  pounds  or 
more,  the  overflow  remaining  after  one  or  more  cars  have  been 
fully  loaded  shall  be  charged  as  follows:  (1)  If  the  excess  Is 
loaded  la  one  dosed  car.  It  will  be  charged  at  actual  or  esti- 


mated weight  and  at  the  carload  rating  applicable  to  the  entire 
shipment;  (2)  if  the  excess  is  loaded  on  one  open  car  it  will 
be  charged  similarly,  but  subject  to  a  minimum  charge  of  4,000 
pounds  at  the  rate  on  first  class  traffic. 

Aside  from  the  30,000  pounds  minimum  carload  limit  men- 
tioned above,  this  excess  carload  freight  rule  does  not  apply 
when  specified  items  in  the  Consolidated  Freight  Classification 
provide  otherwise;  nor  on  bulk  freight  or  live  stock;  nor  on 
freight  which  Is  carried  in  heated,  refrigerator,  insulated,  ven- 
tilator, tank  or  other  specially  prepared  cars;  nor  on  freight,  the 
minimum  carload  weights  of  which  are  subject  to  rule  34,  which 
Is  defined  below. 

A  special  excess  carload  regulation  applies  in  case  of  car- 
load shipments  of  articles,  not  subject  to  rule  34,  which,  because 
of  their  length,  require  two  or  more  open  cars.  Rule  29  pro- 
vides that  the  weight  to  be  charged  for  the  series  of  cars  shall 
be  determined  as  follows: 

The  weight  for  one  car  shall  be  that  provided  as  the  minimum 
carload  weight  for  the  article  or  articles  constituting  the  shipment, 
and  for  each  additional  car  In  the  series  that  weight  shall  be  Increased 
14,000  pounds,  actual  or  authorized  estimated  weight  to  be  charged 
for  when  It  exceeds  the  weight  determined  as  specified  In  the  fore- 
going. No  series  shall  consist  of  more  than  four  cars.  If  more  than 
four  cars  are  used,  the  additional  car  or  cars  shall  be  considered  as 
a  new  series. 

Minimum  Carload  Weights 

The  minimum  carload  weight.  anarifloH  f«,  M*—~ 
subject  to  rule  1  Fin  the  Cop.Hn"'1**'''1  g"»iff»»t  ^'i-tifl-atlon  . 
based  on  a  sTanflard  car  lanrth  nf  3ft  f«.»  K  inohqa  if  a  larger 
car  is  used  for  articles  subject  to  rule  34  these  minimum  car- 
load weights  are  Increased,  except  under  certain  conditions. 
They  are  not  Increased  If  the  shipper  orders  a  car  36  feet  6 
Inches  or  less  In  length  and  the  carrier  furnishes  a  longer  car, 
unless  the  loading  capacity  of  the  car  is  used,  when  the  mini- 
mum weight  la  that  fixed  for  the  car  actually  used.  If  a  shipper 
of  articles  subject  to  rule  34  orders  a  car  over  36  feet  6  Inches 
In  length  and  the  carrier  furnishes  a  car  of  greater  length  than, 
the  one  ordered,  the  minimum  weight  fixed  for  the  ordered  car 
applies  unless  the  loading  capacity  Of  the  car  furnished  by  the 
railroad  Is  used.  If  the  carrier  furnishes  two  cars  in  lieu  of 
one  ordered  car  having  a  length  In  excess  of  36  feet  6  inches, 
"one  of  the  cars,  the  longer  of  the  two,  If  of  different  lengths 
and  subject  to  different  minimum  carload  weight  when  loaded 
singly,  shall  be  charged  the  minimum  weight  fixed  for  such 
car  and  the  remainder  of  the  shipment  loaded  In  or  on  the  other 
car  shall  be  charged  at  actual  or  estimated  weight  and  carload 
rate,  but  In  no  case  shall  the  total  weight  charged  for  two  cars 
be  less  than  the  minimum  weight  fixed  for  the  car  ordered." 
Subject  to  these  conditions  the  minimum  carload  weights 
fixed  for  cars  over  36  feet  6  Inches  In  length  gradually  Increase 
as  car  lengths  Increase  In  accordance  with  a  graduated  table 
•et  forth  In  section  6  of  rule  34.  When,  for  example,  the  mini- 
mum carload  weight  provided  In  the  Consolidated  Freight  Classi- 
fication for  an  article  subject  to  rule  34  Is  30,000  pounds,  the 
minimum  carload  weight  fixed  for  cars  longer  than  36  feet  6 
Inches  gradually  Increases  from  30,900  pounds  for  cars  not  over 
37  feet  6  Inches  long  to  60,000  pounds  for  cars  over  50  feet  6 
Inches  In  length. 

Miscellaneous  Shipping  Rules 

Rule  11  provides  that,  unless  otherwise  specified,  freight 
charges  will  be  computed  on  the  basis  of  gross  weights.  In 
case  estimated  weights  are  authorized,  however,  such  weights 
are  to  be  used  In  computing  charges,  and  In  case  temporary 
blocking,  racks,  standards,  strips,  or  similar  bracing,  dunnage,  or 
supports  are  used,  freight  charges  are  to  be  governed  by  rule 
30.  Section  one  of  this  rule  states  that  such  blocking,  dunnage, 
etc.,  when  required  to  protect  and  make  carload  freight  secure 
for  shipment,  must  be  furnished  and  Installed  by  the  shipper 
at  his  expense,  that  no  allowance  will  be  made  for  the  weight 
of  such  material,  and  that  transportation  charges  applied  to  it 
will  be  at  the  rate  applicable  on  the  freight  which  It  accom- 
panies. Section  2.  however,  provides  that  in  case  of  flat  or 
gondola  cars,  an  allowance  of  the  actual  weight,  but  not  more 
than  600  pounds  per  car,  will  be  made  for  racks,  stokes,  stand- 
ards, strips,  braces  or  supports  used  by  shippers.  This  allow- 
ance Is  subject  to  the  proviso  that  In  no  case  will  less  than 
the  minimum  carload  weight  be  charged  on  a  carload  shipment. 

The  general  regulations  governing  the  application  of  carload 
ratings  or  rates  are  contained  In  rule  14.  This  rule  provides 
that  they  apply  "only  when  a  carload  of  freight  Is  shipped  from 
one  station.  In  or  on  one  car,  except  an  provided  In  rule  24,  In 
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one  day,  by  one  shipper  for  delivery  to  one  consignee  at  one 
destination.  Only  one  bill  of  lading  1'rom  one  loading  point  and 
one  freight  bill  shall  be  issued  for  such  carload  shipment.  The 
minimum  carload  weight  provided  is  the  lowest  weight  on  which 
the  carload  rating  or  rate  will  apply." 

Rules  12,  13  and  15  contain  various  regulations  governing 
less-than-carload  charges.  Those  to  which  attention  is  espe- 
cially directed  are  the  following:  (1)  The  charge  for  a  package 
containing  more  than  one  class  of  freight  shall  be  at  the  rating 
provided  for  the  highest  classed  freight  contained  in  the  pack- 
age. (2)  The  minimum  charge  for  a  single  1.  c.  1.  shipment 
from  one  shipper  to  one  consignee,  tnless  otherwise  provided, 
shall  be: 

(a)  If  classified  first  class  or  lower,  for  one  hundred  (100)  pounds 
at  the  class  or  commodity   rate  applicable  thereto;   or 

(b)  If   classified    higher   than    first   class,    for   one   hundred    (100) 
pounds  at   the  first  class   rate;   or 

(c)  If  the  shipment  contains  articles  In  two  or  more  classes,  and 
no  article   is  classified  higher  than   first  class,   for  one  hundred   (100) 
pounds  at  the   rate  applicable  to  the  article  taking  the  highest  rate; 
or  if  one  of  the  articles  is  classified  higher  than  first  class,  the  mini- 
mum charge  shall  be  for  one  hundred   (100)  pounds  at  the  first  class 
rate;   but 

(d)  In   no   case    shall   the   charge   on   a   single   shipment   be   less 
than  fifty  (50)  cents.     When  a  less-than-carload  shipment  moves  un- 
der a  rate  made   by  a  combination  of  separately  established  rates  in 
the  absence  of  a  joint  through   rate,   whether  such  separately  estab- 
lished   rates   are    governed    by   the    same    or    different    classifications, 
I.  e.,  by  Official,  Southern  or  Western  classification,  published  herein 
the  minimum  charge  of  fifty  (50)   cents  will  apply  to  the  continuous 
through    movement    and    not    to    each    of    the    separately    established 
(actors. 

Rule  15  provides  that  the  charge  for  an  1.  c.  1.  shipment 
may  not  exceed  the  charge  for  a  minimum  carload  of  the  same 
freight  at  the  carload  rate.  This,  however,  is  subject  to  the 
proviso  that  when  a  shipment  tendered  as  1.  c.  1.  freight  and 
loaded  by  carriers  or  transported  and  unloaded  by  carriers,  is 
found  to  be  subject  to  the  c.  1.  rate,  and  the  carriers'  tariffs 
do  not  provide  that  the  cost  of  loading  or  unloading  is  included 
in  the  c.  1.  rate,  a  charge  of  2%  cents  for  100  pounds  will  be 
made  for  such  loading  and  like  charge  for  unloading,  such  charge 
to  be  based  upon  the  actual  weight  of  the  shipment. 

Rule  13  also  prescribes  the  minimum  charge  for  carload 
shipments  at  $15  per  car.  This  minimum,  however,  does  not 
apply  to  switching  charges  nor  to  an  enumerated  list  of  articles 
consisting  mainly  of  low-class  commodities. 

Rule  16,  besides  denning  the  terms  "1.  c.  1"  and  "single 
shipments  of  1.  c.  1.  freight,"  governs  "any  quantity  ratings." 
It  provides  that  "when  neither  '1.  c.  1.'  nor  'c.  1.'  is  specified  in 
the  description  of  articles  (or  when  (X)  is  shown  in  Southern 
rating  columns),  the  rating  provided  shall  apply  on  any  quantity. 

Rules  18  and  19  apply  to  articles  not  specifically  classified. 
The  former  provides  that  in  case  of  articles  not  specifically 
provided  for  nor  included  in  the  classification  as  articles  "N.  O. 
[.  B.  N."  (not  otherwise  indexed  by  name),  "carriers  will  apply 
the  classification  provided  for  articles  which  in  their  judgment 
are  analogous."  The  latter  states  that  combination  articles 
such  as  a  combination  ironing  board  and  step  ladder,  when  not 
specifically  classified,  will  be  charged  at  the  rating  for  the  high- 
est classed  article  of  the  combination. 

Rule  27  governs  the  loading  and  unloading  of  freight  by 
shippers  or  consignees.  The  general  regulation  concerning 
freight  moving  at  c.  1.  rates  is  that  the  owners  are  required  to 
load  and  unload  it.  Owners  are  also  required  to  load  and  un- 
load heavy  or  bulky  freight  carried  at  1.  c.  1.  rates  when  it 
"cannot  be  handled  by  the  regular  station  employes  or  at  sta- 
tions when  the  carriers'  loading  or  unloading  facilities  are  not 
sufficient  for  handling." 

Rule  29,  which  was  referred  to  above  in  connection  with 
c.  1.  shipments  requiring  more  than  one  open  car,  also  governs 
I.  c.  1  shipments  requiring  more  than  one  car.  A  less-than-car- 
load shipment  of  an  article  which,  because  of  length,  requires 
more  than  one  car  is  charged  for  on  the  basis  of  actual  weight 
and  authorized  1.  c.  1.  rating,  but  subject  to  a  minimum  of  7,500 
pounds  at  the  first  class  rate  for  each  car  used.  It  is  also  pro- 
vided that  articles  which  are  too  long  or  bulky  to  be  loaded 
through  side  doors  without  the  use  of  end  doors  or  windows 
in  closed  cars  of  defined  dimensions,  "are  subject  to  a  minimum 
charge  of  4,000  pounds  at  the  first  class  rate  for  the  entire 
shipment;"  and  that  articles  exceeding  22  feet  in  length  and  not 
exceeding  12  inches  in  diameter  or  other  dimensions,  are  subject 
to  a  "minimum  charge  of  1,000  pounds  at  the  first  class  rate 
for  the  entire  shipment." 

Other  shipping  rules  published  in  Consolidated  Freight  Clas- 
sification (1)  not  specifically  referred  to  in  this  and  the  preced- 
ing traffic  lesson  contain  definitions  of  various  terms,  such  as 
"knocked  down,"  "nested,"  "in  the  rough,"  etc.;  prohibit  the 
agents  of  carriers  from  acting  as  the  agents  of  shippers  or 
consignees  in  assembling  or  distributing  freight;  or  specifically 
govern  charges,  expenses,  or  services  in  case  of  freight  requir- 
ing refrigeration  or  heating,  or  the  use  of  tank  cars.  Rates 
published  in  tariffs  governed  by  the  Consolidated  Freight  Classi- 
fication, moreover,  are  subject  to  whatever  rules  and  charges 
covering  demurrage,  switching,  storage,  and  other  special  serv- 


ices or  privileges  are  lawfully  established  by  the  carriers.  The 
Consolidated  Classification  also  provides  that  explosives  and 
dangerous  articles  other  than  explosives  must  be  packed,  han- 
dled and  transported  strictly  in  accordance  with  the  special 
regulations  prescribed  by  the  Interstate  Commerce  Commission. 
These  special  rules,  including  those  of  the  American  Railway 
Association,  are  reproduced  in  full  for  the  convenience  of  ship- 
pers and  the  agents  of  the  carriers. 

Note  (1)— Rules  19,  20,  22,  23,  31,  32,  33,  35,  36,  37,  38  and  39. 

LUMBER  TARIFFS'  SUSPENDED 

The  Traffic   World   Washington  Bureau 

The  Commission,  in  I.  and  S.  1545,  suspended,  from  May  9 
until  September  6,  schedules  in  supplements  Nos.  9  and  10  to 
Countiss'  I.  C.  C.  No.  1092,  which  proposed  to  extend  the  ap- 
plication of  the  existing  proportional  rates  on  lumber  and  other 
forest  products,  from  San  Francisco  Bay  points,  to  apply  on  all 
traffic  brought  to  those  bay  points,  from  all  California  coast 
points,  north  of  San  Francisco  Bay,  by  water,  regardless  of 
whether  the  carriers  by  water  are  or  are  not  subject  to  control 
by  the  Commission. 

Although  not  set  forth  in  the  memorandum  for  the  benefit 
of  the  public  issued  by  the  Commission,  it  is  understood  the 
considerations  that  caused  the  Commission  to  suspend  the  pro- 
posed reduction  of  the  proportional  or  transshipment  rate  on 
.cement  from  the  Lehigh  district  points  to  Jersey  shore  terminals 
from  10  to  7  cents,  caused  the  suspension  of  the  Countiss  sup- 
plements. In  both  instances,  it  has  been  pointed  out  unofficially, 
the  suspended  rates  would  be  available  on  traffic  handled  or  to 
be  handled  by  carriers  not  subject  to  the  Commission.  In  the 
cement  rate  matter  there  was  some  question  about  the  fourth 
section.  Something  of  the  same  kind  may  be  involved  in  the 
Countiss  supplements,  but  the  understanding  is  that  the  big 
question  in  it  is  as  to  whether  the  proportional  rates  should  be 
thrown  open  for  use  in  the  transportation  of  traffic  brought  to 
the  bay  points  by  carriers  not  subject  to  the  interstate  commerce 
law,  the  charges  of  which  are  unknown  to  the  Commission. 

Another  point  is  that  by  throwing  open  the  proportional 
rates  for  use  in  connection  with  any  or  all  water-borne  traffic, 
the  rates  may  be  open  to  traffic  brought  to  the  bay  points  by 
schooners  owned  or  operated  for  the  benefit  of  lumber  and  log- 
ging companies  competing  with  carriers  not  owned  by  the  ship- 
pers, but  common  carriers  which  have  to  operate  in  accordance 
with  laws  for  the  regulation  of  common  carriers  and  thus  sub- 
jected to  expenses  not  borne  by  the  proprietary  carriers. 

During  federal  control  the  Railroad  Administration  limited 
the  use  of  such  proportionals  strictly  to  traffic  brought  by  car- 
riers by  water  serving  points  not  served  by  carriers  by  railroad. 
In  other  words,  the  government,  in  that  particular,  tried  to  force 
all  traffic  to  the  rail  routes  and  declined  to  encourage  trans- 
portation by  water  in  that  way.  Now  the  suggestion  is  that 
the  parties  to  the  Countiss  tariffs  are  willing  to  foster  trans- 
portation by  water,  regardless  of  the  control  of  such  carriers 
by  water,  and  regardless  of  the  points  of  origin,  whether  they 
could  be  served  by  carriers  subject  to  the  interstate  commerce 
law  or  not. 


MO.  &  NOR.  ARK.  STOCK  AND  BONDS 

The   Traffic   World   Washington  Bureau 

Following  its  approval  of  a  loan  of  $3,500,000  to  the  Mis- 
souri &  North  Arkansas  Railway  Co.,  the  Commission  has  now 
granted  the  company  authority  to  issue  $3,000,000  of  common 
capital  stock,  consisting  of  30,000  shares  of  the  par  value  of 
$100  each,  and  to  issue  a  $5,000,000  first  mortgage  15-year  6  per 
cent  gold  bond  which  will  be  put  up  with  the  Secretary  of  the 
Treasury  as  collateral  for  the  loan  of  $3,500,000.  Commissioner 
Eastman,  who  dissented  from  the  decision  approving  the  loan, 
also  dissented  in  this  case. 

Explaining  the  situation,  the  Commission  said  in  its  report: 

The  Missouri  &  North  Arkansas  Railroad  Company,  owning  and 
operating  a  line  of  railroad  approximately  335  miles  long,  situated 
in  the  states  of  Missouri  and  Arkansas,  was  placed  in  the  hands  of  a 
receiver  under  dates  of  April  1,  1912.  By  a  decree  of  foreclosure 
dated  February  7,  1922,  entered  in  the  United  States  District  Court 
for  the  Eastern  District  of  Arkansas,  the  properties,  rights  and  fran- 
chises of  the  railroad  company  were  ordered  to  be  sold  and  such  sale 
was  set  for  April  10,  1922. 

The  applicant  proposed  to  purchase  at  such  foreclosure  sale  these 
properties  free  from  any  and  all  liens  and  encumbrances,  and  will, 
pursuant  to  conditions  prescribed  in  the  certificate  certifying  the  loan 
above  mentioned,  make  an  indenture  of  mortgage  or  deed  of  trust  to 
the  St.  Louis  Union  Trust  Company,  to  secure  a  $5,000,000  first  mort- 
gage 15-year  gold  bond,  to  be  dated  April  1,  1922,  to  mature  April  1, 
1937,  and  to  bear  interest  at  the  rate  of  6  per  cent  per  annum,  pay- 
able semi-annually  on  the  first  day  of  April  and  of  October  in  each 
year.  This  bond  will  be  pledged  by  the  applicant  with  the  Secretary 
of  the  Treasury  as  collateral  security  for  the  loan  from  the  United 
States.  It  also  proposes  to  issue  $3,000,000  of  common  capital  stock 
to  the  organizers  of  the  company  who  will  pay  or  secure  the  payment 
to  the  applicant  of  $500,000  to  provide  working  capital.  The  upset 
price  fixed  at  the  sale  was  $3,000,000,  and  the  record  indicates  that 
the  value  of  the  property  for  rate  making  purposes  is  materially  in 
excess  of  that  sum.  As  a  result  of  the  proposed  reorganization  the 
outstanding  capitalization  of  the  property  is  scaled  down  from  $18  - 
649,000  to  $8,000,000.  $5.000,000  of  which  will  be  the  bond  pledged  as 
security  for  the  government  loan. 
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Actual  work  on  the  extensive  Improvement*  In  the  Chicago 
terminals  of  the  Illinois  Central  will  begin  as  soon  is  the  appli- 
cation of  that  road  to  the  Interstate  Commerce  Commisiilon,  for 
authority  to  issue  and  sell  $10.929.600  of  Its  preferred  stock, 
which  was  made  this  week.  Is  approved. 

This  Issue  of  stock  will,  however,  do  little  more  than  pro- 
vide for  the  beginning  of  the  work.    According  to  D.  J.  Brumlev. 
chief  engineer  In  charge  of  the  Chicago  terminal  plan.*. 
times   that   amount   will   be   required   to   pay   for  the  complete 
plan. 

Roughly  speaking  the  plan  as  provided  for  In  the  lake 
front  ordinance,  passed  by  the  Chicago  city  council  In  July.  1919, 
and  accepted  by  the  railroad  company  and  the  Secretary  of  War 
in  the  following  year,  contemplates  three  things:  First,  the 
electrification  of  all  the  activities  of  the  Illinois  Central  within 
the  city  limits  of  Chicago;  second,  changes  In  grade  and  begrega- 
tlon  of  tracks  and  the  building  of  a  connecting  line  In  a  north- 
easterly direction  across  the  lower  part  of  the  city:  and  third, 
the  construction  of  a  new  general  passenger  terminal  and  a  new 
suburban  terminal  in  the  down-town  district. 

Work  on  the  grading  and  segregation  project  will  be  begun 
soon.  It  is  planned  to  lower  the  entire  right  of  way.  which  Is 
200  feet  wide,  for  about  two  miles  through  the  parks  at  the  south 
end  of  the  city  fourteen  feet,  so  as  to  allow  the  construction  of 
three  viaducts.  Immediately  south  of  this  new  level  the  grade 
must  be  raised  to  provide  for  a  subway.  In  connection  with 
this  grading  project.  It  Is  planned  to  carry  out  the  segregation 
of  the  tracks,  so  that  when  the  electrification  of  the  lines  Is  car- 
ried out.  expensive  and  dangerous  shlftlngs  of  high-power  elec- 
tric leads  will  not  be  necessary. 

When  the  segregation  of  tracks  has  been  completed  there 
will  be  two  Industrial  tracks  at  the  west  side  of  the  right  of  way; 
adjacent  thereto  will  be  the  six  suburban  passenger  tracks,  then 
the  four  through  passenger  tracks,  and  at  the  east  side  three 
freight  tracks.  The  industrial  tracks  will  be  placed  on  the  west 
side  because  In  the  area  In  which  these  Improvements  are  to  be 
made  there  are  no  Industries  on  the  east  side  of  the  track.  A 
complete  double  cross-over  will  be  provided  at  the  southern  end 
of  the  Improvement 

The  ordinance  provides  that  the  electrification  of  the  rail- 
road be  accomplished  by  progressive  steps.  The  suburban  service 
la  to  be  electrified  by  1927  and  the  freight  service  north  of  Roose- 
velt Road  by  1930.  By  1935  the  remainder  of  the  freight  service 
Is  to  be  electrified  to  the  city  limits,  and  In  another  5-year  period, 
under  certain  conditions,  the  through  passenger  service  in  the 
city  is  to  be  electrified. 

In  connection  with  the  electrification  of  Its  freight  service 
north  of  Roosevelt  Road,  the  railway  company  proposes  to  re- 
build entirely  Its  freight  facilities  north  of  Randolph  Street. 
These  will  consist  of  new  modem  freight  houses  with  warehouses. 
team  tracks,  etc.  Authority  has  been  Issued  by  all  of  the  con- 
trolling government  agencies  to  fill  the  five  slips  connecting  the 
railway  company's  property  with  the  Chicago  River  and  Lake 
Michigan.  These  slips  will  be  filled  and  the  land  thus  made  used 
in  the  freight  development  scheme. 

The  Interests  of  lake  commerce  have  been  safeguarded  by  the 
creation  of  harbor  district  No.  3,  east  of  the  new  park  area. 
In  order  that  this  may  be  accessible,  railway  connections  will  be 
provided  between  the  harbor  district  and  the  Illinois  Central 
tracks.  Provision  also  Is  made  for  the  use  of  these  connections 
by  foreign  railroads.  Three  viaducts  and  one  subway  across  the 


property  of  the  railway  company  will  furnish  ample  means  of 
approach  to  the  harbor  district  for  vehicular  traffic. 

Until  It  is  known  how  many  of  the  other  roads  entering 
Chicago  will  become  tenants  of  the  new  passenger  terminal.  a» 
curate  Information  regarding  it  cannot  be  obtained.  The  Illinois 
Central  will  require  the  fifteen  tracks  previously  referred  to,  and 
can  build  them  on  one  level.  Tentative  plans  for  the  station  pro- 
vide for  three  levels.  If  necessary.  The  ordinance  of  the  city  pro- 
vided for  the  accommodation  of  all  the  lines  entering  the  three 
other  southern  stations  in  Chicago  in  the  new  lake-front  ter- 
minal. This  was  done  by  giving  permission  to  construct  a  con- 
necting line,  known  as  the  Eighteenth  Street  connection,  which 
would  replace  what  Is  now  known  as  the  St.  Charles  Air  Line. 
That  line  has  not  sufficient  capacity  to  take  care  of  traffic  from 
other  lines  into  the  lake  front  terminal,  and  its  junction  with 
the  Illinois  Central  tracks  Is  too  far  north  to  accommodate  the 
connections  into  the  new  station. 

The  new  passenger  station  will  >e  In  approximately  the  lo- 
cation of  the  present  station.  Immediately  to  the  cast  there  has 
already  been  built,  partially  on  land  provided  by  the  Illinois 
Central,  the  Field  Museum  of  Natural  History,  as  shown  in  the 
accompanying  illustration.  About  45  more  acres  of  park  will  be 
constructed  Immediately  behind  this  structure  and  adjacent  to 
the  railroad's  right  of  way.  Tentative  plans  have  also  been  be- 
gun for  the  construction  of  a  huge  municipal  stadium  in  this 
park. 

The  roads  entering  Chicago  from  the  south,  a  large  number. 
If  not  all  of  which  the  city  hopes  to  persuade  to  use  the  new 
lake  front  terminal,  thus  clearing  a  large  number  of  tracks  from 
the  down-town  district,  are  grouped  as  follows:  Dearborn  Sta- 
tion group;  C.  *  W.  I.,  Wabash,  C.  ft  E.  I..  Monon,  Grand 
Trunk  and  C.  ft  O.;  LaSalle  Street  Station  group,  C..  R.  I.  ft  P., 
N.  Y.  C..  and  Nickel  Plate;  Grand  Central  Station  group,  B.  ft  (>., 
Pere  Marquette,  and  Soo. 

An  Important  step  undertaken  in  preparation  for  elect ri flea- 
ton  is  the  construction  of  Markham  Yard  near  Homewood.  This 
project,  when  completed,  will  give  to  the  Illinois  Central  one  of 
the  largest  trunk  line  hump  classification  yards  In  the  world  and 
will  be  used  to  classify  all  Illinois  Central  freight,  Inbound  and 
outbound,  except  western  line  business.  Interchange  between 
steam  and  electric  motive  power  for  the  freight  service  will  be 
made  at  this  yard. 

With  regard  to  the  application  for  the  Issuance  of  the  stock, 
the  company  says  It  has  made  an  agreement  with  Kuhn,  Loeb  ft 
Co.  to  underwrite  or  cause  to  be  underwritten  the  subscription 
by  the  holders  of  I.  C.  common  stock  to  $7,7.19.600  of  the  pre- 
ferred stock,  and  to  take  or  find  purchasers  for  any  part  of  the 
preferred  stock  not  subscribed  for  by  the  holders  of  the  common 
stock.  For  this  service  the  Illinois  Central  will  pay  an  amount 
equal  to  3V4  per  cent  of  the  par  value  of  the  $7,759,600  of  pre- 
ferred stock  so  underwritten. 


G.  F.  &  A.  BOAT  LINE  ABANDONMENT 
The  Georgia,  Florida  ft  Alabama  Railway  Co.  lias  applied  to 
the  Commission  for  authority  to  abandon  Its  lines  of  water  trans- 
portation from  C'arrabelle  to  Apalachicola,  Fla.,  because  it  la 
unprofitable  at  the  present  time,  has  been  unprofitable  for  many 
years,  and  there  are  no  prospects  that  It  will  become  (irritable 
In  the  future.  The  company  has  operated  the  boat  line  In  con- 
nection with  Its  rail  line  which  runs  from  Rlchland.  Ga.,  to 
Carrabelle.  Fla. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

'Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
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LOSS  OF  OR  INJURY  TO  GOODS 

Admission    of    Evidence    Held    Harmless    Where    Not    Affecting 

Result: 

(Court  of  Civil  Appeals  of  Texas,  Texarkana.)  In  action 
against  carrier  for  damages  for  failure  to  furnish  car  on  fixed 
date,  admission  of  evidence  of  defendant  that  he  told  agent 
that  he  had  the  potatoes,  which  were  to  be  loaded  into  the  car, 
sold  to  be  delivered  not  later  than  stated  date,  held  harmless, 
though  not  admissible  under  the  pleadings,  where  record  shows 
that  plaintiff  recovered  only  what  the  undisputed  evidence  shows 
was  the  result  from  failure  to  furnish  the  car  at  the  time  agreed 
upon. — Davis,  Director-General  of  Railroads,  vs.  Gee,  238  S.  W. 
Rep.  735. 
Agreement  to  Furnish  Car  at  Designated  Time  for  Shipment  to 

No  Particular  Place  Need  Not  Be  in  Writing: 

An  agreement  of  a  carrier  to  furnish  a  car  at  a  designated 
time  for  shipment  to  no  particular  place  need  not  be  in  writing, 
as  required  by  the  federal  statute. — Ibid. 
Where  Title  to  Goods   Is   Retained  by  Seller  for  Security  Only 

Buyer  May  Sue  Carrier  for  Loss: 

(Supreme  Court,  Appellate  Term,  First  Department.)  In 
view  of  personal  property  law,  section  101,  subd.  2,  providing 
that,  where  title  to  goods  shipped  is  by  the  bill  of  lading  re- 
tained by  the  seller,  his  property  therein  shall  be  deemed  only 
for  the  purpose  of  securing  performance  by  the  buyer,  where 
a  shipment  of  potatoes,  accompanied  by  a  bill  of  lading  running 
to  the  seller  with  draft  attached,  was  injured  in  transit,  the 
carrier  was  liable  to  the  buyer  for  damages  resulting  from 
negligence.— Kleinhans  vs.  Canadian  Pac.  Ry.  Co.,  193  N.  Y.  S.  25. 
Proof  that  Box  in  Which  Goods  Were  Shipped  Was  Empty 

When  Delivered  Made  Question  for  Jury  Against  Delivering 

Carrier: 

(Supreme  Court  of  North  Carolina.)  Proof  that  the  box 
in  which  goods  were  shipped  was  empty  when  delivered  to  the 
consignee  by  the  terminal  carrier  made  a  question  for  the  jury 
and  required  the  carrier  to  elect  between  introducing  testimony 
in  exoneration  and  risking  an  adverse  verdict  on  plaintiff's  evi- 
dence.— M.  V.  Moore  &  Co.  vs.  Southern  Ry.  Co.,  Ill  S.  E.  Rep. 
166. 
Presumption  that  Liability  Is  Common-Law  Liability  and  Burden 

on  Party  Claiming  Different  Liability: 

As  a  general  rule,  the  liability  of  a  common  carrier  is  pre- 
sumed to  be  its  common-law  liability,  and  any  party  attempting 
to   prove   otherwise   carries   the   burden  of   showing  facts   and 
circumstances  which  change  or  affect  such  liability. — Ibid. 
Liable  at  Common  Law  for  Loss  or  Damage  Not  Due  to  Act  of 

God,   Etc.: 

At  common  law  a  carrier  was  liable  for  loss  or  damage  to 
property  in  its  possession  not  due  to  the  act  of  God,  the  fault 
of  the  shipper,  or  the  inherent  nature  or  quality  of  goods. — Ibid. 
A  Carrier  Is  Liable  Only  for  Its  Own  Negligence  in  Absence  of 

Contract  or  Statute  Changing  Rule: 

In  the  absence  of  any  contract  or  partnership  agreement 
or  constitutional  or  statutory  provision,  a  common  carrier  is 
not  required  to  transport  goods  beyond  its  line,  and  its  obliga- 
tion extends  only  to  carriage  to  the  end  of  its  route  and  delivery 
to  the  consignee  or  next  succeeding  carrier,  and  the  carrier, 
whether  initial,  intermediate,  or  terminal,  is  liable  only  for  such 
loss  or  damage  as  results  from  its  own  negligence. — Ibid. 
Carmack  Amendment  in  Saving  Rights  Under  "Existing  Law" 

Means  Existing  Federal   Law: 

Under  the  Carmack  amendment  to  the  Hepburn  act  (U.  S. 
Comp.  St.,  sec.  8604a,  8604aa),  providing  that  nothing  therein 
shall  deprive  any  holder  of  the  receipt  or  bill  of  lading  therein 
mentioned  of  any  remedy  or  right  of  action  which  he  has  under 
"existing  law,"  the  "existing  law"  referred  to  is  the  existing 
federal  law. — Ibid. 
Under  Federal  Law  Receiving  Carrier  Is  Liable  for  Loss  or 

Injury  on  Connecting  Lines: 

Under  the  Carmack  amendment  to  the  Hepburn  act  (U.  S. 
Comp.  St.,  sec.  8604a,  8604aa),  requiring  interstate  carriers  to 
issue  a  receipt  or  bill  of  lading  and  making  the  carrier  liable 
to  the  lawful  holder  for  loss,  damage,  or  injury,  the  receiving 
carrier  is  conclusively  treated  as  having  made  a  through  con- 
tract and  will  be  liable  for  loss  or  injury  on  any  connecting 
line  on  the  principle  that  each  connecting  carrier  is  made  the 
agent  of  the  initial  carrier. — Ibid. 
Connecting  Lines  Not  Liable  for  Initial  Carrier's  Negligence 

Under  Federal   Law: 

The  Carmack  amendment  to  the  Hepburn  act  (U.  S.  Comp. 
St.,  sec.  8604a,  8604aa)  does  not  expressly  or  impliedly  make 


intermediate  and  terminal  carriers  the  agents  of  the  receiving 
carrier  so  as  to  make  them  liable  in  damages  for  the  negligence 
of  the  initial  carrier. — Ibid. 

No    Recovery    Against    Delivering    Carrier     on     Partnership    or 
Special   Contract   When    Not   Alleged   Though    Proved: 
Where  the  complaint  did  not  allege  a  partnership  between 
connecting  carriers  or  special  contract  for  joint  transportation, 
but  merely  alleged  delivery  to  the  receiving  carrier  for  trans- 
portation by  it  and  connecting  carriers  under  a  bill  of  lading, 
proof  of  a  partnership  or  special  contract  was  incompetent  and 
would  not  support  a  recovery,  and  liability  depended  on  the  legal 
import  of  the  bill  of  lading  itself.— Ibid. 

Under   Bill   of   Lading    Initial   Carrier   Not   Connecting   Carrier's 
Agent  so  as  to   Impose  Liability  for  Its  Negligence: 
Under  a  bill  of  lading  for  transportation  of  goods  from  New 
York  to  Asheville,  N.  C.,  providing  that  no  carrier  should  be 
liable  for  loss,  damage,  or  injury  not  occurring  on  its  own  road, 
except  as  liability  might  be  imposed  by  law,  the  initial  carrier 
was  not  the  agent  of  the  connecting  lines  so  as  to  make  the 
terminal  carrier  liable  for  the  initial  carrier's  negligence. — Ibid. 
Bill   of   Lading    Excluding    Liability  for   Loss   or   Injury   on   Con- 
necting Lines  Does  Not  Limit  Common-Law  Liability: 
A  provision  in  an  interstate  bill  of  lading  that  no  carrier 
should  be  liable  for  loss,  damage,  or  injury  not  occurring  on 
its  own  road,  etc.,  except  as  liability  might  be  imposed  by  law, 
was  not  a  limitation  of  the  carrier's  common-law  liability,  as 
there  was  no  common-law  liability  on  a  carrier  for  loss  or  dam- 
age not  occurring  on  its  own  line  and  not  caused  by  its  own: 
negligence.- — Ibid. 

Burden  on  Carrier  to  Show  Failure  of  Shipper  to  Give  Notice 
of  Injury  as  Required  by  Bill  of  Lading  Pleaded  and  Proved 
by  It: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  While  a 
stipulation  in  a  contract  for  the  shipment  of  live  stock  that 
"before  the  property  is  removed  from  the  possession  of  the 
carrier  or  mingled  with  other  property,  the  shipper,  owner  or 
consignee  shall  inform  in  writing  the  delivering  carrier  of  any 
injury  to  the  property,"  is  reasonable  and  valid,  so  that,  in  the 
absence  of  any  express  or  implied  waiver  of  it  by  the  carrier, 
a  recovery  could  not  be  legally  had  from  the  carrier  for  such 
an  injury,  where  the  evidence  shows  that  the  plaintiff  did  not 
comply  with  the  stipulation  (Southern  Ry.  Co.  vs.  Tollerson, 
129  Ga.  647,  59  S.  E.  799;  Roberts  vs.  Ga.,  etc.,  Ry.  Co.,  10  Ga. 
App.  100,  72  S.  E.  942),  yet  where  the  plaintiff  does  not  sue 
upon  the  express  contract  of  affreightment,  but  brings  his  action 
in  tort,  and  where  it  is  the  carrier  who  sets  up  by  its  plea  and 
introduces  in  evidence  the  bill  of  lading  with  its  stipulation  as 
to  notice,  the  burden  of  proof  lies  upon  the  carrier  to  sustain 
its  affirmative  plea  and  defense  by  showing  the  failure  of  the 
plaintiff  consignee,  the  shipper  and  the  owner,  to  give  the  notice 
thus  required.  Southern  Ry.  Co.  vs.  Bunch,  27  Ga.  App.  689,  109 
S.  E.  523.  The  carrier  here  failed  to  offer  such  proof. — Payne, 
Agent,  vs.  Duncan  &  Nelms,  111  S.  E.  Rep.  209. 
Stipulation  in  Contract  Held  Not  to  Relieve  Carrier  of  Negli- 
gence in  Failing  to  Provide  Proper  Facilities  for  Unloading; 
Risk  in  Unloading  Assumed  by  Shipper  Knowing  of  Inade- 
quate Facilities,  but  Undertaking  to  Unload: 
While  it  has  been  held  that  a  carrier  of  live  stock  may  by 
special  contract  make  reasonable  stipulations  in  reference  to 
matters  which  are  merely  incidental  to  the  transportation  of 
the  animals,  such  as  loading  and  unloading  and  caring  for  the 
stock,  it  is  not  the  law  that  such  a  stipulation,  obligating  the 
shipper  to  unload  the  animals  from  the  car  at  his  own  risk  and 
expense,  and  providing  that  any  helpers  which  might  be  fur- 
nished by  the  carrier  for  the  shipper's  accommodation  should 
be  "deemed  employes  of  the  shipper"  while  so  engaged,  can  be 
construed  as  relieving  the  carrier  from  the  result  of  what  might 
be  deemed  to  be  its  own  negligence  in  failing  to  provide  safe 
and  proper  facilities  for  unloading  the  stock.  Brannon  vs.  At- 
lanta, etc.,  R.  Co.,  4  Ga.  App.  749,  751,  62  S.  E.  468;  Cranor 
vs.  Southern  R.  Co.,  13  Ga.  App.  86  (2),  78  S.  E.  1014.  But 
where,  as  here,  it  is  shown  without  dispute  that  the  alleged 
inadequate  facilities  for  unloading  were  known  to  the  shipper, 
but  he  nevertheless  undertook  through  his  own  special  agent  to 
unload  the  stock  himself,  according  to  a  mode  and  method  ac- 
quiesced in  by  him,  then  and  in  such  event  the  risk  of  their 
being  thus  injured  must  be  taken  to  have  been  assumed  by  the 
shipper  (Brannon  vs.  Atlanta,  etc.,  R.  Co.,  supra,  4  Ga.  App.  752, 
62  S.  E.  468) ;  and  it  therefore  follows  that  the  verdict  and 
judgment  for  the  plaintiffs  is  without  evidence  to  support  it. — 
Ibid. 

DELAY    IN    TRANSPORTATION    OR    DELIVERY 

Burden    of    Disproving    Negligent    Delay    of    Express    Shipment 

Held  Shifted  to  Express  Company: 

(Supreme  Court  of  Michigan.)  In  action  against  express 
company  for  loss  from  delay  of  shipment  of  carlot  of  milk  and 
cream,  evidence  that  the  time  actually  consumed  was  at  least 
three  times  the  usual  running  time,  that  for  most  of  the  route 
the  car  was  carried  in  freight  trains,  instead  of  by  express 
service,  etc.,  made  out  a  prima  facie  case  of  negligence,  casting 
the  burden  upon  defendant  of  showing  the  delay  arose  from 
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some  other  cause  than  its  negligence,  although  the  contract 
was  made  "subject  to  delay  on  account  of  congestion;"  and  it 
was  upon  defendant  to  prove  an  emergency  justifying  deviation 
of  the  car  from  express  service  to  freight  service. — Purity  Ice 
Cream  &  Dairy  Co.  vs.  Adams  Express  Co.,  187  N.  W.  Rep.  296. 
Evidence  Held  Not  Show  Congestion  Relied  on  a*  a  Defense  in 

Action  for  Los*  from   Delay: 

In  action  against  express  company  for  loss  from  delay  of 
shipment  of  carlot  of  milk  and  cream,  the  shipping  contract 
being  made  "subject  to  delay  on  account  of  congestion,"  and 
the  shipment  being  made  In  a  regular  express  car  secured  there- 
for, in  which  or  its  equipment  no  defect  was  claimed,  and  which 
car,  without  reason  apparent  therefor,  was  carried  most  of  the 
route  in  freight  trains,  instead  of  by  express  service,  defend- 
ant's evidence,  to  show  congestion,  consisting  of  testimony  of 
congestion  of  less-than-carlot  shipments,  of  a  scarcity  of  express 
can,  and  of  general  congestion  of  freight,  held  to  afford  no 
justification  of  the  delay  sued  for. — Ibid. 
Where  Evidence  Uncontroverted  a*  to  Delay,  the  Issue  May  Be 

Decided    by   Court: 

Although  generally  what  is  a  reasonable  time  for  transporta- 
tion and  the  reasonableness  and  sufficiency  of  excuse  for  delay 
are  for  the  Jury,  yet,  where  the  evidence  is  uncontroverted,  the 
question  may  be  treated  as  one  of  law. — Ibid. 
Error  In   Instruction  as  to  Carrier's  Delay  Held  Harmless: 

In  action  against  express  company  for  loss  from  delay  of 
shipment  of  carlot  of  milk  and  cream,  where  there  was  no 
evidence  controverting  the  plaintiff's  prima  facie  showing  of 
negligent  delay,  the  court  might  have  held  defendant  negligent 
as  a  matter  of  law;  hence  an  inadvertent  statement  in  the  charge 
as  to  the  degree  of  care,  relieving  the  carrier  from  liability  If 
It  "did  everything  In  its  power  to  forward"  the  shipment,  was 
not  prejudicial  to  it.— Ibid. 

BILLS    OF    LADING 

Buyer's  Transfer  of  Bill  of  Lading  to  Third  Person  Held  to 
Transfer  Title,  But  Not  to  Assign  Buyer's  Contract  with 
Seller: 

(Supreme  Court  of  Mississippi.)  The  transfer  by  the  pur- 
chaser of  goods  shipped  to  him  by  the  seller  of  the  bill  of  lading 
therefor  to  a  third  person,  while  the  goods  are  in  possession  of 
the  transportation  company,  transfers  to  the  third  person  the 
title  to  the  goods,  bat  doe*  not  operate  as  an  assignment  of  the 
purchaser's  contract  with  the  seller.— Itxig  Co.  vs.  First  Nat 
Bank  of  Broadway,  Va..  et  al.,  91  So.  Rep.  15. 
Carrier,  Diverting  Shipment  at  Request  of  Consignor,  Held 
Liable  to  Consignee,  Who  Had  Paid  Draft: 
(Supreme  Court,  Appellate  Division.  First  Department.) 
Where  consignee*  paid  a  draft  attached  to  a  bill  of  lading  for 
a  carload  of  poultry  consigned  to  them,  and  received  the  bill  of 
lading,  but  carrier,  at  request  of  shipper,  without  notice  to  and 
without  surrender  of  the  original  bill  of  lading,  struck  out  con- 
signees' names  from  the  original  waybills,  substituted  the  name 
of  shipper  as  consignee,  and  diverted  the  shipment  to  another 
city,  held  that  the  carrier  was  answerable  to  the  original  con- 
signees In  damages  for  loss  resulting  to  them  from  the  change 
In  the  shipment.— Fleck  £  Hillman  vs.  Wabash  Ry.  Co.,  193 
N.  V.  8.  131. 

Carrier  Diverting  Goods  Held  Estopped,  Under  Principle  as  to 
Suffering  Loss  by  Persons  Equally  Blameless: 
Where  consignees,  on  paying  a  draft,  received  a  bill  of 
lading  for  shipment  of  poultry,  they  had  a  right  to  rely  on  the 
representations  made  therein,  and  where  the  carrier,  at  the 
request  of  the  shipper,  and  without  notice  to  the  consignees, 
struck  out  the  names  of  the  consignee*  from  the  waybill,  and 
diverted  the  goods  to  another  consignee,  It  waa  liable  to  the 
original  consignee*,  on  the  principle  that  where  one  of  two 
Innocent  parties  must  bear  a  loss,  the  loss  should  fall  on  the 
party  originally  responsible  for  causing  It.— Ibid. 

CARRIAGE   OF   LIVE   STOCK 
Market  Value  at  Place  of  Delivery  Controls  as  to  Damages: 

(Supreme  Court  of  New  Mexico.)  in  the  absence  of  special 
contract,  the  market  value  of  property  at  the  place  of  delivery 
or  location  controls.  If  there  was  such  value  there  on  the  day 
In  question. — Diamond  X  Land  &  Cattle  Co.  vs.  Director-General 
of  Railroads  et  al..  205  P.  Rep.  267. 
Value  May  Be  Established  Although  No  Market  Value  Exist*: 

Market  value,  where  such  exists,  affords  the  most  satisfac- 
tory evidence,  but  value  may  be  established  notwithstanding  that 
no  market  value  exists.— Ibid. 
Exclusion  of  Evidence  Cannot  Be  Attacked  In  Absence  of  Offer 

of  Proof: 

In  the  absence  of  an  offer  of  proof,  action  of  the  trial  court 
In  excluding  evidence  cannot  be  attacked  on  appeal. — Ibid. 
Instruction*   Covered    Properly    Refused: 

Where    requested    Instructions   have   been    covered    by   the 
court's  charge  to  the  Jury,  there  Is  no  error  In  refunlng  them.— 
Ibid. 
Shipper's   Duty  as   to    Feeding   and   Watering   Stock   in   Transit 

Stated: 

The  duty  devolves  upon  the  shipper,  where  such  shipment 
Is  accompanied  by  caretakers,  to  feed  and  water  such  animals 


if  the  railroad  company  stops  its  trains  at  suitable  places  and 
affords  an  opportunity  of  so  doing  to  the  shipper,  and,  even 
though  the  railroad  company  may  unload  the  animals  for  the 
purpose  of  feeding  and  watering  the  same  where  facilities  for 
such  purpose  do  not  exist,  it  is  the  duty  of  the  shipper  to  render 
such  assistance  as  is  possible  in  caring  for  the  animals  and  miti- 
gating the  damage  which  may  be  sustained. — Ibid. 
Not  Liable  for  Negligence  During  Federal  Control: 

Railroad  companies  whose  lines  and  facilities  were  taken 
over  by  the  Railroad  Administration  established  by  the  Presi- 
dent in  December,  1917,  under  the  act  of  Congress  (U.  S.  Comp. 
St.,  section  1974a),  were  not  liable  for  the  acts  of  omission  or 
commission  of  the  agents  and  servants  of  the  Director-General 
in  operating  such  railroads. — Ibid. 

Where  General  Verdict  Was  on  Theory  of  Absence  of  Negli- 
gence, Instruction  on  Value*  of  Shipment  Harmless: 
(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  In  an  action 
for  damages  to  a  shipment  of  sheep  for  alleged  mishandling 
by  a  railroad,  a  charge  that  "unless  you  find  from  a  preponder- 
ance of  evidence  that  the  sheep  would  have  a  market  value  at 
destination  had  they  been  shipped  with  ordinary  care  and  dis- 
patch, you  will  find  for  defendant,"  while  in  effect  a  peremptory 
instruction  for  defendant  in  the  event  the  jury  found  the  sheep 
had  no  market  value,  was  not  reversible  error,  because  the 
general  verdict  was  not  based  on  value,  but  on  the  theory  that 
there  was  no  negligence. — Croom  vs.  Galveston,  H.  &  S.  A.  Ry. 
Co.,  238  S.  W.  Rep.  733. 

In  a  Suit  for  Damage  to  Sheep,  Held  Requested  Instruction  on 
Duty  to  Care  for  Shipment  of  Weak  and  Poor  Sheep  Should 
Have  Been  Given: 

where,  in  an  action  for  damage  growing  out  of  a  shipment 
of  sheep  alleged  mishandled,  an  instruction  that,  if  the  jury 
found  that  the  sheep  were  weak  and  poor  when  shipped,  and 
that  their  death  en  route  and  condition  at  destination  was  due 
to  those  causes,  and  not  to  negligence  of  the  railroad,  to  find 
for  defendant,  was  given,  a  requested  Instruction  that,  even  If 
the  sheep  were  weak  and  poor,  it  was  nevertheless  the  duty  of 
the  carrier  to  use  ordinary  care  to  transport  them,  and  to  re- 
turn a  verdict  for  plaintiff  If  the  evidence  showed  failure  to 
use  such  care,  and  Injury  as  a  proximate  result,  should  have 
been  given,  especially  in  view  of  opinion  evidence  as  to  the 
condition  of  the  sheep  being  due  to  lack  of  care  prior  to  time 
of  shipment  from  witnesses  living  at  the  point  of  delivery,  who 
bad  not  seen  the  sheep  before  that  time,  and  knew  nothing  as 
to  how  they  were  handled. — Ibid. 

Release  of   Liability  for   Delay  to   Furnish   Cars    for    Interstate 
Shipment  Held  Without  Consideration,  and  Void: 
(St.  Louis  Court  of  Appeals,  Missouri.)     A  contract  to  fur- 
nish cars  for  an  Interstate  shipment  is  governed  by  federal  law, 
and  only  the  legal  rate  can  be  charged,  and  so  a  release  therein 
of  liability  for  delay  In  consideration  of  the  rate  Is  without  con- 
sideration, and  void. — Grass  et  al.   vs.   St.  Louis-San  Francisco 
Ry.  Co.,  238  S.  W.  Rep.  651. 

Not  An   Insurer  of  Live  Stock:    Not  Liable  for  Injuries  Arising 
from  Inherent  Nature  and  Propensities  of  Animals: 
(Supreme  Court  of  Appeals  of  West  Virginia.)     A  carrier 
Is  not  an  Insurer  of  live  stock  delivered  to  It  for  transportation 
as  in  the  case  of  Inanimate  property.    For  Injuries  to  such  live 
stock  shipments  arising  from  the  Inherent  nature  or  propensities 
of  the  animals   the  carrier    Is    not  liable. — Talbott  vs.  Payne, 
Director-General  of  Railroads,  111  S.  E.  Rep.  328. 
Where  Animals  Found  Dead  at  Destination  Were  Shown  to  Have 
Been   in   Good  Condition  and   Properly   Loaded  and  Carried 
Promptly   Without   Accident,    Result  Attributed  to  Animals' 
Propensities: 

Where  It  is  shown  that  a  shipment  of  live  stock  was  in 
good  condition  when  delivered  to  a  carrier;  that  the  car  was  not 
Improperly  loaded,  where  the  loading  was  done  by  the  shipper; 
that  the  car  was  promptly  and  expeditiously  moved  from  the 
•Mai  point  to  destination  without  any  accident  to  the  train 
carrying  the  same;  and  that  no  injury  could  have  occurred  to 
such  stock  from  negligence  in  the  transportation  thereof,  not- 
withstanding which  it  Is  found  that  some  of  the  stock  are  dead 
upon  arrival  at  destination — such  result  will  be  attributed  to  thr 
inherent  nature  or  propensities  of  the  animals,  and  not  to  the 
negligence  of  the  carrier. — Ibid. 

Shipper  Not  Barred  from  Suing  for  Loss  to  Interstate  Shipment 
Because  Falling  to  File  Claim  as  Per  Contract: 
A  shipper  Is  not  barred  from   maintaining  a  suit  against 
the  carrier  to  recover  for  a  loss  to  an  Interstate  shipment  of 
live  stock  occasioned  by  the  carrier's  negligence,  because  he  did 
not  file  his  claim  with  the  carrier  within  four  months,  as  pro- 
vided by  the  live  stock  contract,  the  federal  interstate  commerce 
act  providing  that  no  such  notice  shall  be  required  in  such  case 
a*  a  condition  precedent  to  recover. — Ibid. 


Q.   M.  A   N.   ABANDONMENT 

The  Gulf,  Mobile  A  Northern  Railroad  Company  has  applied 
to  the  Commission  for  authority  to  abandon  3.4  miles  of  a  branch 
line  hi  Green  and  Wayne  counties,  Miss.,  north  of  Plave,  Miss. 
The  line  served  a  sawmill,  the  operation  of  which  has  been 
abandoned. 
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Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter!  and   Digests  of  National  Reporte 
System,  Published  by  West  Publishing  Co..  St.  Paul,  Minn. 
Copyright  by  Wot  Publishing  Co.) 


Shipment    Under    Clean     Bill    of    Lading    Imports    Obligation    to 

Stow  Under  Deck: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Where  goods 
are  shipped  under  a  clean  bill  of  lading,  the  obligation  is  that 
they  are  to  be  put  under  deck,  unless  there  is  an  express  written 
agreement  to  the  contrary,  or  a  custom  to  the  contrary  is  proven. 
—The  Sarnia,  278  Fed.  Rep.  459. 
Carrier  May  Prove  Agreement  for  Deck  Stowage,  Where  Bill  of 

Lading   Is  Silent: 

Where  a  bill  of  lading  is  silent  as  to  stowage,  the  shipowner 
may  prove  an  agreement  for  deck  carriage  when  a  claim  for  loss 
is  made. — Ibid. 
Breach  of  Contract  to  Stow  Goods  Under  Deck,  Causing  Damage, 

Held  to  Vitiate  Valuation  Clause  of  Bill  of  Lading: 

When  a  shipowner  issues  a  bill  of  lading  which  calls  for 
shipment  under  deck,  and  then  carries  the  goods  on  deck,  and 
by  reason  of  their  exposed  position  they  are  damaged,  his 
breach  of  the  contract  deprives  him  of  the  benefit  of  the  valua- 
tion clause  in  the  bill  of  lading. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digeata  taken  from  Reporter!  and  Digest!  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 

Writ     Not     Issued    to    Compel     Owners   Without     Financial    Re- 

sources  to  Operate   Railroad: 

(Supreme  Court  of  Mississippi.)  Where  a  railroad  corpora- 
tion has  no  equipment  of  any  kind,  no  funds,  and  no  source  from 
which  it  can  derive  funds,  and  its  sole  asset  is  an  abandoned 
line  of  road  originally  11  miles  long  and  constructed  with  second- 
class  light  rails,  suitable  only  for  a  logging  road,  and  3%  miles 
of  this  road  had  been  already  taken  up,  and  the  balance  is  in 
such  condition  that  it  will  have  to  be  entirely  rebuilt  before  it 
can  be  operated,  a  writ  of  mandamus  will  not  be  issued  to 
compel,  or  attempting  to  compel,  such  corporation  to  rebuild, 
equip  and  operate  such  road,  since  without  money  or  financial 
resources  of  any  kind,  the  corporation  would  be  unable  to  com- 
ply with  such  order,  and  its  issuance  would  avail  nothing. — State 
ex  rel.  Collins  vs.  Leland  Southwestern  R.  Co.  et  al.,  91  So. 
Rep.  7. 

Discontinuance  of  Branch  Line  Held  Justified: 

Where  a  branch  line  of  railroad  11  miles  long  had  been  con- 
structed through  a  forest,  and  operated  principally  as  a  logging 
road,  and,  after  all  the  timber  adjacent  thereto  had  been  cut 
and  removed  except  such  as  was  suitable  only  for  ties  and 
staves,  such  road  had  been  abandoned  and  one-third  of  the 
track  taken  up,  and  the  balance  of  the  road  was  in  such  condi- 
tion that  it  could  not  be  operated  as  a  common  carrier  without 
being  entirely  rebuilt,  and  where  the  territory  to  be  served  by 
such  road  was  already  afforded  ample  railroad  facilities  by  two 
main  lines  of  road,  and  there  was  no  prospective  traffic  which 
would  make  it  possible  to  operate  it  except  at  a  heavy  loss,  and 
the  population  to  be  served  by  such  branch  road  was  very 
small,  and  no  investments  have  been  made,  and  no  development 
has  resulted,  on  account  of  the  existence  of  such  road,  and  it  was 
clear  from  the  evidence  that  there  was  no  public  need  to  be 
served  by  the  road  and  no  reasonable  expectation  of  present  or 
future  traffic  which  would  justify  the  expenditure  required  for 
its  construction,  equipment  and  operation,  mandamus  to  compel 
the  reconstruction  and  operation  of  such  branch  road  was  prop- 
erly denied. — Ibid. 

Plaintiff  Must  Recover  on  Cause  of  Action  Pleaded;  No  Recovery 
on  Quantum  Meruit,  When  Express  Contract  Pleaded;  Rail- 
road in  No  Contractual  Relationship  to  Parties  to  Whom 
Another  Road  Furnishes  a  Car: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  A  plaintiff 
must  recover  upon  the  cause  of  action  as  laid  in  the  petition. 
Napier  vs.  Strong.  19  Ga.  App.  401  (2),  91  S.  E.,  579.  In  the 
instant  case  the  petition  is  in  one  count,  and  sues  for  a  "debt 
contracted  with  petitioner"  upon  defendant's  "obligation  to  pay" 
$1  per  day  for  the  use  of  a  described  car.  Having  thus  sued 
on  an  express  contract  to  pay  a  certain  amount,  the  plaintiff 
was  not  entitled  to  recover  on  a  quantum  meruit.  Frierson  vs. 


Fincher,  134  Ga.  113,  67  S.  E.  541;  Baldwin  vs.  Lessner,  8  Ga.  71; 
Haywood  vs.  Perkins,  142  Ga.  168,  82  S.  E.  544;  Sylvania  R,  Co. 
vs.  Sylvania  Lumber  Co.,  8  Ga.  App.  656,  70  S.  E.  51;  Shropshire 
vs.  Heard,  27  Ga.  App.  256,  107  S.  E.  892.  Moreover,  even  if  the 
petition  could  be  construed  as  being  an  action  on  a  quantum 
meruit,  the  evidence  fails  to  disclose  any  sort  of  actual  or  im- 
plied contractual  relationship  between  the  plaintiff  and  the  de- 
fendant from  which  a  promise  to  pay  could  be  implied,  since  it 
appears  that  the  car  was  in  fact  furnished  by  a  different  railroad 
company,  and  there  is  nothing  to  indicate  that  the  defendant 
asked  for  or  accepted  the  car  from  the  plaintiff,  or  that  in  its 
dealings  with  the  other  company  it  was  in  fact  dealing  with  the 
plaintiff  through  its  agent. — Seaboard  Air  Line  Ry.  Co.  vs.  Hen- 
derson Lumber  Co.,  Ill  S.  E.  Rep.  220. 


SHIPMENTS  TO   GOVERNMENT 

The  Interstate  Commerce  Commission  has  been  enjoined 
from  enforcing  its  decision  in  docket  No.  12132,  Tennessee 
rates,  fares  and  charges,  in  so  far  as  it  concerns  stone  and 
gravel,  in  carloads,  for  use  on  public  highways  and  consigned 
to  federal,  state,  or  municipal  governments.  The  injunction 
and  the  voiding  of  parts  of  the  order  were  based  on  that  part 
of  section  22  of  the  interstate  commerce  act  which  permits  the 
"carriage,  storage- or  handling  of  property  free  or  at  reduced 
rates  for  the  United  States,  state  or  municipal  governments." 

The  matter  was  taken  into  the  United  States  district  court, 
for  the  middle  district  of  Tennessee,  at  Nashville,  by  J.  O. 
Hendley  for  the  state  of  Tennessee  and  the  Railroad  and  Public 
Utilities  Commission  of  Tennessee,  and  several  Tennessee  rail- 
roads became  parties  by  intervention.  The  opinion  and  the 
order  were  handed  down  by  Circuit  Judge  A.  C.  Denison  and 
District  Judges  E.  T.  Sanford  and  J.  W.  Ross.  They  said,  in 
part: 

Sections  2  and  3  of  the  interstate  commerce  act,  both  before  and 
after  the  amendment  of  February  28,  1920,  forbid  discrimination  In 
rates  between  persons  with  reference  to  like  services  in  like  traffic 
under  similar  circumstances  and  conditions,  and  forbid  undue  or  un- 
reasonable preference  to  any  person  or  corporation  or  in  respect  to 
any  particular  traffic.  Section  22  expressly  permits  not  merely 
reduced  rates  in  favor  of  particular  named  persons  but  even  free 
carriage.  It  is  the  contention  of  the  United  States  that  when  these 
three  sections  are  read  together,  section  22  is  so  modified  by  sections 
2  and  3  that  it  remains  for  the  Commision  to  decide  whether  a 
preference  which  might  arise  under  section  22,  nevertheless  might 
involve  the  preciously  forbidden  discrimination  or  advantage.  We 
cannot  give  this  construction.  In  Interstate  Commerce  Commission 
vs.  Baltimore  &  Ohio  Railroad  Company,  145  U.  S.  263,  278,  section 
22  was  under  consideration  and  it  was  expressly  said  that,  even  in 
the  absence  of  this  section  free  or  reduced  transportation  for  the 
property  of  the  United  States  or  states  or  municipal  governments 
would  not  necessarily  he  an  unjust  discrimination.  This  is  obvious, 
if  for  no  other  reason  than  because  freight  charges  which  are  paid 
hy  the  public  must  in  one  way  or  another  be  assessed  back  against 
the  public,  including  the  railroads,  in  the  form  of  taxes,  as  well  as 
because  transportation  for  the  public  may  be  exacted  in  partial  con- 
sideration for  the  public  rights  which  the  carrier  has  received, 
cannot  be  thought  that  transportation  furnished  to  private  shippers 
and  that  furnished  to  the  public  are  given  under  substantially  similar 
circumstances  and  conditions.  Hence  it  cannot  necessarily  follow  that 
every  discrimination  is  unjust.  We  think  it  should  be  inferred  that 
section  22  is  a  legislative  declaration  of  the  fact  recognized  in  the 
case  just  cited,  and  that  its  effect  is  to  leave  the  Commission  without 
jurisdiction  to  forbid  the  railroads  from  carrying  freight  for  the 
public  at  a  less  price  than  it  charges  individuals  for  the  same  car- 
riage of  the  same  freight;  in  other  words,  it  excludes  this  particular 
traffic  from  the  rate  structure  which  the  Commission  is  authorized 
to  erect  and  control;  in  still  other  words,  there  is  freedom  of  dis- 
crimination. 

The  conclusion  does  not  necessarily  make  it  improper  that  such 
reduced  rates  should  be  given  pursuant  to  a  tariff  regularly  filed  or 
should  be  subject  to  a  measure  of  regulation  and  supervision,  so  that 
the  authorized  preference  may  not  be  abused  or  may  not  become  a 
pretext  or  cover  for  some  forbidden  discrimination;  but  the  reported 
actions  of  the  Commission,  so  for  as  brought  to  our  attention,  do  not 
claim  such  right  of  regulation,  except  that  it  may  fix  a  maximum. 
(U.  S.  vs.  Alamaba  Ry.,  40  I.  C.  C.  405.) 

Of  course,  this  giving  of  a  preference  under  section  22  is  wholly 
permissive;  the  section  does  not  confer  upon  any  municipality  the 
right  to  demand  a  preference.  Nevertheless,  the  existence  of  the 
power  is  of  value  to  the  municipalities.  They  thereby  get  the  right 
to  competition  in  rates  among  the  carriers  for  this  traffic.  The  car- 
riers at  present  do  not  wish  to  compete  in  this  particular,  but  any 
order  which  prevents  them  from  so  doing  whenever  they  may  desire 
to  operates  directly  to  prejudice  and  destroy  the  municipal  right 
wliich  is  recognized  and  preserved  by  section  22. 

What  has  so  far  been  said  leads  to  the  conclusion  that  the  Inter- 
state Commerce  Commission  would  be  without  authority  to  make  an 
order,  applicable  solely  to  the  interstate  traffic,  and  forbidding  a 
preferential  rate  to  a  state  or  a  city  or  county.  The  right  of  this 
Commission  to  regulate  or  fix  an  intrastate  rate,  whether  arising 
under  the  former  laws  or  under  the  transportation  act  of  1920.  is 
collateral  and  incidental  to  its  rights  to  regulate  interstate  traffic; 
the  branch  may  overhang  the  intrastate  field  only  because  the  branch 
is  essential  to  the  maintenance  of  the  tree  planted  in  interstate  soil. 
The  incident  cannot  exist  without  the  principal  fact  to  which  it  is 
collateral:  the  branch  cannot  keep  its  position  if  there  is  no  tree. 
The  Interstate  Commerce  Commission's  whole  power  to  regulate 
interstate  commerce  is  modified  by  the  exception  that  it  may  not 
forbid  discrimination  in  favor  of  a  state.  Its  power  to  control  intra- 
state commerce  is  modified  by  the  exception  that  it  may  not  forbid 
discrimination  in  favor  of  a  state.  Its  power  to  control  intrastate 
commerce  must  be  modified  by  the  same  exception. 

It  is  considered  probable  that  the  Commission,  the  carriers, 
or  both,  will  appeal  the  case,  but  no  definite  statement  to  that 
effect  has  as  yet  been  made. 


May  13.  1922 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


MISQUOTATION   OF   RATES 

Editor  The  Traffic  World: 

Referring  to  H.  R.  11322.  a  bill  introduced  in  Congress  by 
Congressman  Purnell  of  Indiana,  referred  to  on  page  1  of  the 
Dally  Traffic  World  of  April  20.  1922:  Thin  bill  proposes  to 
make  the  carriers  liable  for  damages  resulting  from  written 
misquotation  of  freight  rates.  1  think  the  Traffic  League  should 
oppose  the  passage  of  such  a  bill  and  should  have  the  support 
of  The  Traffic  World  and  other  publications  devoted  to  traffic 
and  transportation  matters. 

It  occurs  to  me  that  such  a  law  would  complicate  matters 
tnren  worse  than  they  are  complicated  now.  It  would  simply 
open  the  way  for  a  very  dangerous  kind  of  competition  as  be- 
tween shippers.  One  manufacturer  or  shipper  could  obtain  a 
written  rate  quotation  from  a  railroad  agent  on  which  he  could 
underbid  his  competitors,  who  might  have  traffic  managers  of 
their  own  and  who  might  know  what  the  lawful  rate  was.  and 
bid  accordingly.  The  manufacturer  basing  his  bid  on  the  rate 
quoted  him  by  the  railroad  agent,  even  though  the  quoted  rate 
were  less  than  the  lawful  rate,  would  get  the  benefit  of  It  and 
would  be  able  to  take  the  business  from  the  other  competitors 
at  a  higher  net  price  than  they  were  asking 

With  the  recent  return  of  the  old-time  keenness  of  com- 
petition among  the  carriers,  connivance  with  a  friendly  shipper 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
«rvi  THE  TRAFFIC  WORLD  li  the  k.picnl  medium  for  getting-  the 
mrn  and  the  ponltloni  In  touch  with  each  other.  The  rate*  for 
cUMlfled  advertisements  ar*  a*  follows:  First  Insertion.  $1.00  per  line, 
minimum  charge  11.00;  lucceedlnc  Insertions,  per  line.  Me:  10  words  to 
the  line:  numbers  and  abbreviation!  counted  as  words:  <  point  type: 
payable  In  advance.  Answer*  to  keyed  advertisements  forwarded  free 
and  all  correspondence  held  In  strict  confidence.  THE  TRAFFIC 
WOULD.  411  South  Market  Street.  Chicago.  III. 

POSITION  WANTED — By  trained  Traffic  Executive.  Six  years' 
experience.  Familiar  with  all  details  of  domestic  and  foreign  ship- 
ping. Thorough  knowledge  of  rate  and  claim  adjustment  and  pro- 
cedure. Now  employed.  Seeks  change  to  position  with  greater  op- 


portunity. 
Chicago. 


Salary   secondary.     Address  T.   B.  A.   441.  Traffic   World. 


POSITION     WANTED—  E« 


rfc 


__  sd    traffic    and    rate    man.    and 

conversant  with  fundamentals  of  transportation  law.  Desires  posi- 
tion In  chamber  of  commerce  or  Industry.  Address  FA-1.  Traffic 
World.  Chicago. 

POSITION  WANTED—  \*  Traffic  Manager  or  assistant  by  experi- 
enced rate  clerk.    Thirteen  years'  experience  In  various  phases  of  rail- 
way and  Induntrlal  traffic.     Thorough  knowledge  of  freight  rate*.     High 
school  graduate.     Age  U.     Married.     B*»t  of  reference*.     Address  H. 
Traffic  U  i«n. 

POSITION  WANTED—  Young  man.  Z7.  one  year  office  experience. 
not  afraid  of  work,  deilrea  position  with  chances  for  advancement  In 
traffic  department  Industrial  concern.  Address  O.  C.  O..  Traffic  World. 
Chicago. 

FOR   SALE— Several  car*   No.    1   Onk   Railroad  Cross  Ties.   Switch 
Timhern.    Bridge  and  Crosulng  Plank   for  Immediate  chlpment.     I..    E. 
Kdwardsburg.   Mich. 


could  easily  be  entered  into  and  the  penalty  therefor  could 
easily  be  avoided.  This  for  the  reason  that  the  freight  tariffs 
naming  the  lawful  rates  are  in,  perhaps,  a  more  confused  and 
confusing  form  than  they  have  ever  been,  due  largely  to  the 
many  changes  forward  and  backward  which  have  taken  place 
during  recent  years.  And  since  there  are  often  two  or  three 
different  rates,  and  two  or  three  different  ways  of  arriving  at 
the  rates,  it  would  be  easy  enough  for  the  railroad  company  to 
quote  a  shipper  a  rate  of  what  the  agent  thought  it  ought  to  be, 


Th«  orifinel  &>•!  a  UMTI 
lo  ilojr  until  opened  by 
|K«  carnei's  •tent  or  con- 


NEW    WAY 

</<•  the  1921  Model 

Edgar  Steel  Seals 

When  Shipping  Carlotdi  of 

Automobiles,  Flour, 
Grain,  Steel,  Everything 

Anything  where  a  part  can  be  taken  out. 

Save  the  lo... 

Prevent  the  neceanty  of  claim,  by  elimi- 
nating the  temptation  to  cover  up  theft. 

Sand  full  ahlpmanta  and  know 
they  will  r*t  there 

The  Edgar  Steel  Seal  &. 
Mfg.  Company,  LAKWARN!A!E- 


The  Power  in  Volume 

The  total  volume  of  our  bookings  is  so  great  that 
we  are  enabled  to  offer  our  clients  impartially  the 
lowest  freight  and  insurance  rates  obtainable. 

Your  shipment — from  a  case  to  a  cargo — can 
secure  this  advantage — if  you  ship  through  Andrews. 

Send  for  our  booklet  "What  We  Do  and  How 
We  Do  It." 

Established  1884 

D.  C.  ANDREWS  &  CO.,  Inc. 

27-29  Water  Street,  New  York 


Boston  Office 
44  Broad  Street 


Philadelphia  Office 
788  Drexel  Building 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 


New  York  Offices,  90  West  St.,  New  York 


R.   R.   SOVIN.   PreelOeet.  M  Wort  Knot.   Now  Tort. 

«.    0.   UPMAM.   Flnt  VIM  Proel«oot.  M  Wool  Knot.  Now  Tort. 

.    I.   THURBCR.  leeeoo  Vloe-Preoloewt  M  Won  Street  Mow  Tort. 
BIO.    K.    LOWfLL.    T»ir«   Vtoo   ProiHeon.   i.  eatne  of 


£.   A.    FALL,  rralfbt  tad  Trta>  Mtataw.  N  Woot   Street.   Now  Tort. 

J.    R.    ORANCY.    Ajoletut    froUM   tad   TrtOe    liutow,    M    Woot    Street.    MOT 

Tort. 

J.    COOKMAN    BOYD.   Ooaonl    Ojtaoot    BaUdon*    Buatan   Bids..    BtlUawre. 
H  w«ot  Street.   New  Tort.  Md. 

•     B.    NIRSLOFF     Tnatenr.  N  Wott  Street.   Bow  Tort.  C.   A.   KELLEY.  Ooaotal  Aodllar.   M  Wool  Btnot.   Now  Tort. 

B.   W.  B.   WNITSJIY.  Secretary.  M  Wott  Street  Mow  Tort.  J.   P.   CONNOR.  BmortatondoBt.  WttVtro  Polat.  Btlllawn.   Ud. 

THOMAS    KIARNY.   Bosoral    oWlelter.   M  We.1   Btntt.   Now   Yon. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

I*   la   t   pooUlon   to   raoHra   mil    fontsa   fretghl    dopllnxl    lo   latortof 


Tao  fl 11  *  OtrUtBw  Btllratd  Ca..  atetaitutormlail  M  doo»  wtur.    Btltlawra.   Md..   U  la  t  pooliloo  to  ntoln  til   fa 

tato  noiliij  auSalalaotaltl  Hitdord  -•  -^^T  TTSitliaiinairf  tWaMBt*  to  tad  fratj  tao  Indnotrteo  looted  OB  lu  lino.     The  terrltorr  oonrad  br  thio  railroad 
ooTon  otportor  oiuoi  tor  tao  JooaUoa  of  ladaetrM  of  oyarT  Jiiiiljilii,    >Uam.  tadttldatU  tad  oormrtUou  onrnoti|.lillii|  tat  loeatloa  of  boolooM  •nurprteoi  art  tartud  to 


C.  *  C   B.  B.   K.   to  Cwtlt  Bty.     at  Port  Oorlnftoo  wltt  tao  W« 
_  Oalo  BowtU  Bnaak  M  Wtfnon  Potat.     Tanesa  oomuotioao  ru  I 
IBM  t»re  UM  tdrtataso  of  Sat  BtWawn  rtu. 
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for  some  reason  which  might  occur  to  him  and  which  reason 
might  be  a  perfectly  good,  sound  logical  reason. 

If  this  law  had  been  passed  a  long  time  ago,  there  would 
probably  have  been  more  justification  for  it,  but  since  so  many 
of  the  shippers  now  have  the  services  of  a  commercial  traffic 
manager,  who  knows  just  as  much  if  not  more  about  what  the 
lawful  rates  are  and  what  changes  could  and  should  be  made 
in  them  as  the  representatives  of  the  railroads  do,  it  does  not 
seem  to  me  that  the  proposed  bill  would  add  any  protection  to 
the  shippers  as  a  whole,  as  the  responsible  ones,  as  a  general 
rule,  depend  on  their  own  traffic  department  or  their  own  traffic 
bureau  for  the  information. 

Ed.  P.  Byars,  Traffic  Manager, 
Fort  Worth  Freight  Bureau. 

Fort  Worth,  Tex.,  April  25,   1922. 


STATE  AND  FEDERAL  CO-OPERATION 

Editor  The  Traffic  World: 

According  to  an  article  appearing  on  page  988  of  The  Traffic 
World  of  May  6,  the  interstate  and  state  commissions  have 
about  agreed  on  the  old  Oklahoma  plan  for  the  regulation  of 
transportation  instrumentalities.  It  is  true  that  they  have  not 
as  yet  divided  the  country  into  regions,  as  was  proposed  in 
that  plan,  but  that  will  come  in  time. 

A  close  reading  of  the  tentative  agreement  indicates  that 
some  representative  or  employe  of  each  commission  is  expected 
to  sit  with  the  interstate  commerce  commissioner  or  examiner 
in  hearing  cases  where  both  state  and  interstate  rates  are 
likely  to  be  involved. 

I  am  sincerely  glad  that  such  a  conclusion  has  finally  been 
reached,  and  will  await  with  a  great  deal  of  interest  the  next 
step  which  will  be  taken  in  this  new  movement  for  co-opera- 
tion. It  is  really  the  most  sensible  thing  which  has  been  done 
in  the  matter  of  rate  "regulation  in  the  last  20  years,  and,  while 
I  would  have  preferred  to  see  regional  commissions  established 
with  representation  from  both  interstate  and  state  commissions, 
I  welcome .  anything  along  this  line  which  appears  to  unify  the 
control  and  make  for  uniformity  in  state  and  interstate  rates, 
rules  and  regulations. 

This  plan  was  first  suggested  by  the  writer  early  in  1912 
and  published  in  The  Traffic  World  April  6  of  that  year.  You 
also  had  contributions  from  me  on  the  same  subject  in  your 
issues  of  February  26  and  November  11,  1916,  and  of  January 
20  and  February  24,  1917. 

J.  H.  Johnston,  Traffic  Manager, 
Oklahoma  Cottonseed  Crushers'  Assn. 

Oklahoma  City,   Okla.,  May  10,  1922. 


TRACER  SERVICE 

Editor  The  Traffic  World: 

We  notice  a  letter  from  Koehring  Company,  Milwaukee,  in 
your  April  15  issue  with  reference  to  tracer  service  given  by 
the  New  York  Central  Railroad  Company. 

We  have  been  routing  traffic  via  the  New  York  Central  for 
a  number  of  years  and  it  is  customary  for  us  to  trace  all  of 
our  outbound  cars,  and  we  are  receiving  exceptionally  good 
service,  and  we  certainly  have  no  complaint  to  make. 

It  is  apparent  that  the  case  of  the  Koehring  Company  is 
an  exception  and,  no  doubt,  could  be  rectified  if  taken  up  with 
the  New  York  Central  through  the  proper  channels. 

The  Larrowe  Milling  Company, 

By  C.  W.   Mays. 

Rossford,  O.,  May  10,  1922. 


ORDER  IN  PENNSY-BOARD  CASE 

Following  the  entering  of  an  order  in  the  case  of  the  Penn- 
sylvania vs.  Railroad  Labor  Board,  May  6,  Federal  Judge  Page 
entered  a  supplementary  order  allowing  appeal.  A  specific  set- 
ting was  requested  by  the  interested  parties,  and  the  appeal 
will  be  heard  in  the  United  States  Circuit  Court  of  Appeals, 
seventh  district,  at  Chicago,  June  2.  Judge  Page's  order  makes 
perpetual  the  temporary  injunction  restraining  the  Labor  Board 
from  interfering  with  the  action  of  the  Pennsylvania  in  select- 
ing employes'  representatives  with  whom  to  negotiate  working 
rules,  and  forbids  the  publication  of  a  decision  by  the  board, 
finding  the  Pennsylvania  in  violation  of  its  decision  No.  218. 
It  read  as  follows: 

It  is  ordered,  adjudged  and  decreed  that  the  United  States  Rail- 
road Lnbor  Board  be  an  hereby  is  perpetually  enjoined  in  manner 
and  form  as  follows: 

(1)  From   assuming   any   authority   or   taking1   any   action   of   any 
kind  or  character  under  section  301  of  the  transportation  act,  unless 
and  until  there  has  been  a  joint  submission  of  a  dispute. by  the  car- 
rier and  the  employes,  which  has  been  the  subject  matter  of  confer- 
ence between  them. 

(2)  Upon   such   joint   submission   the   board   may   proceed   to  hear 
and  determine  disputes  only  under  and  in  accordance  with  the  gen- 
eral provisions  of  title  III  of  the  transportation  act. 

(3)  From    making   publication    of   any   matter   based    upon   action 
taken  by  the  board  not  in  harmony  with  item  one  hereof. 

To  which  decree,  and  each  and  every  part  thereof,  the  defend- 
ants, by  their  counsel,  jointly  and  severally,  object  and  except. 


The  bill  of  errors  on  which  the  appeal  from  Judge  Page's 
decision  was  allowed,  contains  thirteen  assignments.  The  most 
significant  feature  is  the  first,  which  indicates  that  the  board 
and  the  Department  of  Justice  will  adhere  to  the  contentions 
of  Blackburne  Esterline,  assistant  attorney-general,  made  dur- 
ing the  argument  on  the  case,  that  the  courts  have  no  authority 
to  review  and  pass  upon  actions  of  the  board,  because  that  body 
is  part  of  the  administrative  arm  of  the  government.  The  bill 
contends  that  the  district  court  erred  "in  holding  and  adjudging 
that  the  United  States  Railroad  Labor  Board  is  a  body  cor- 
porate, subject  to  the  jurisdiction  of  the  federal  courts,  that  it 
may  sue  and  be  sued,  and  that  the  United  States  district  court 
for  the  northern  district  of  Illinois  has  jurisdiction  of  the  parties 
and  the  subject  matter"  of  the  dispute. 

The  other  assignments  include  the  contention  that  the 
courts  may  not  substitute  their  "judgment  and  discretion  *  *  » 
for  the  discretion  of  the  Labor  Board  *  *  *  in  a  matter  which 
rested  for  its  determination  exclusively  within  the  jurisdiction 
of  the  board;"  that  the  court  was  in  error  when  it  assumed 
that  the  dispute  adjudicated  was  one  arising  solely  under  section 
301  of  the  transportation  act;  and  that  the  court  was  in  error 
in  not  allowing  the  motion  to  dismiss. 


BOARD  DECIDES  CONTRACT  CASE 

In  a  report  on  the  most  "important  dispute  that  has  ever 
come  before  the  board,"  and  one  on  the  general  principles  of 
which  34  cases  now  before  the  board  will  be  decided,  the  Labor 
Board,  May  10,  found  the  contracts  made  by  the  Indiana  Harbor 
Belt  with  the  Burnham  Car  Repair  Company  for  the  operation 
of  various  equipment,  repair  shops  and  tracks,  to  be  in  violation 
of  the  transportation  act.  In  a  lengthy  opinion,  in  which  it  was 
announced  that  all  nine  members  of  the  board  concurred,  the 
board  said  that  "if  the  carrier  can  legally  do  the  thing  which 
has  been  done  under  these  contracts,  then  the  entire  transpor- 
tation act  can  be  nullified.1' 

As  the  board  sees  the  Indiana  Harbor's  contracts,  the  only 
object  gained  by  the  road  was  the  removal  from  its  pay-rolls  of 
the  men  employed  in  car  repair  work,  and  the  placing  of  them 
on  the  rolls  of  the  operating  company.  It  was  the  contention 
of  the  carrier  that  these  men  had  ceased  to  be  railroad  em- 
ployes as  soon  as  the  contracts  were  entered  into,  and  on  the 
strength  of  that  contention,  conferences  with  these  men  were 
refused  by  the  carrier.  The  board  held  that,  however  much 
the  carrier  had  had  the  right  to  contract  work  in  days  gone  by, 
that  right  was  revoked  when  the  transportation  act,  "which 
the  courts  have  without  exception  so  far  declared  to  be  consti- 
tutional," was  passed. 

The  dispute  on  the  Indiana  Harbor  case  began  last  January 
when  a  contract  was  entered  into  for  the  operation  of  the  shops 
at  Burnham.  Subsequently  a  number  of  other  shops  passed 
into  the  control  of  the  car  repair  company,  and,  in  August,  1921, 
a  new  contract  was  drawn  up  in  which  the  Burnham  Car  Re- 
pair Company  got  control  over  the  shops  and  repair  tracks  of 
the  Indiana  Harbor  at  Blue  Island,  Michigan  Avenue,  West 
Gibson,  Gibson  Transfer,  Calumet  Park,  Norpaul  and  Argo. 

The  following  roads  are  involved  in  contract  cases  now  be- 
fore the  board,  hearings  in  most  cases  having  already  been  held: 
New  York  Central;  St.  Louis,  Brownsville  &  Mexico;  Erie;  Chi- 
cago Great  Western;  Michigan  Central;  M.  K.  &  T. ;  San  An- 
tonio, Uvalde  &  Gulf;  St.  L.-S.  F.;  C.  M.  &  St.  P.;  C.  &  N.  W.; 
W.  &  L.  E.;  D.  L.  &  W.;  C.  C.  C.  &  St.  L.;  C.  I.  &  W. 

Significant  portions  of  the  board's  opinion  and  decision  in 
the  Indiana  Harbor  Belt  case  are  as  follows: 

The  board  is  of  the  opinion  that  the  employes  failed  to  sub- 
stantiate their  contention  that  the  contracts  are  actually  fraudu- 
lent, and  that  they  are  mere  subterfuges  contrived  to  evade  the 
Act,  but  the  carrier  contends  that  it  is  a  lawful  evasion. 

This  contract  system  is  not  an  innovation  recently  born  of  the 
desire  to  circumvent  the  transportation  act.  It  existed  long  before 
the  transportation  act  was  even  dreamed  of.  In  fact,  it  was  prac- 
ticed as  far  back  as  1855  on  the  Philadelphia,  Wilmington  &  Balti- 
more and  it  is  pertinent  to  note  that  the  actual  operation  of  the 
trains  on  this  road  was  let  by  contract. 

This  leads  up  to  the  remaining  and  principal  issue  in  this  case, 
namely,  had  the  carrier  the  right  to  enter  into  such  contracts  as 
takes  this  class  of  employes  from  under  the  application  of  the 
Transportation  Act  and  the  jurisdiction  of  the  Railroad  Labor 
Board?  No  more  important  dispute  has  ever  come  before  this 
board  for  adjudication.  It  goes  to  the  vitals  of  the  transportation 
act.  If  the  carrier  can  legally  do  the  thing  which  has  been  done 
under  these  contracts,  then  the  entire  transportation  act  can  be 
nullified  and  the  will  of  the  Congress  of  the  United  States  set  at 
naught.  If  one  class  of  employes  can  thus  be  taken  from  under 
the  application  of  the  act,  there  is  no  sound  reason  why  each  and 
every  railroad  employe  in  the  United  States  cannot  be  given  like 
treatment.  One  class  of  employment  lends  itself  as  readily  to  this 
method  as  another.  Contracts  have  been  recently  entered  into  by 
various  carriers,  purporting  to  turn  over  to  so-called  independent 
contractors  the  work  of  the  following  classes  of  employes: 

(1)  The  six  shop  crafts,  (2)  the  maintenance  of  way,  (3)  cer- 
tain employes  embraced  in  the  clerks'  organization,  (4)  the  firemen 
and  oilers,  (5)  the  hostlers,  embraced  in  the  engine  service,  and 
(6)  signal  department  employes. 

It  is  intimated  by  the  carrier  that,  perhaps,  the  actual  oper- 
ation of  the  trains  could  not  be  let  to  an  independent  contractor, 
because  that  would  be  a  violation  of  the  carriers'  charter,  that  it 
would  not  be  permitted  to  transfer  the  very  power  for  the  exer- 
cise of  which  it  had  been  created,  unless  it  delegated  it  to  another 
common  carrier.  This  is  not  a  clear  distinction,  for  the  carrier  in 
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ECULAR  SAILINGS 


NEW    YORK 


SERVICE 

BETWEEN 

PHILADELPHIA 


AND 

MARSEILLES,        SPAIN 

GENOA,  NORTH  AFRICA 

Through  Bills  of  Lading  for  all  ports  of  Spain,  Morocco, 
Algeria,  Tunisia,  Cette,  Nice  and  Near  East 

SOCIETE  LES  AFFRETEURS  REUNIS 

CHICAGO  AGENT: 

M  .  L  KfcMffri.  112  W.  Man  SL 

PHILADELPHIA  AGENT 

WK.WMTI  t  C«  .  305  WaM  St. 


THREE  STAR  LIN E.INC. 

23  Bridge  St.N.Y.C.BowlingGreen-ZII5 


PHILADELPHIA 
PORTLAND.  ME. 


OUEEMSTOWN  ANTWERP  •R1STOL 

PLYMOUTH  HAMBURG  GLASGOW 

LONDON  MEDITERRANEAN  HAVR1 

LONDONDERRY  LIVERPOOL  ROTTERDAM 

CHERBOURG  SOUTHAMPTON  DANZIG 

LEVANT 

Import  mud  Export  Frtight  Shipment  f  Solicited 

COMPANY'S  OFFICES.  <  nnard  Balldlnf .  CHICAGO 
S.  W.  COT.  Pea*  Ilium  end  Randolph  Sta.  Telephone  Central  MM 


Merchants'  Warehouse  &  Distributing  Co. 


"In  the  Heart  of  The 
Central   Manufacturing 
District  of  Chicago" 


36th  and  Iron  Sts. 
Chicago,  III. 


A  Better  Warehousing  Service 

The   Merchant*'   Warehooae  *   Dutributinc   Co.   offer*  the  ahlpver  a 
•ore  co-operativ.   aad   aahUat  arrrice    In   the   reeetrlac. 
aad   *hlppiac   of   awrehaadma.    The 
throoch    their    rear,    of    « 
aim  •  to  aealat  you  In  the  i 

Chica.ro   Junction    Railroad  eaten  oar 

all     railroad*    eatertac    Chicago.     Coanectlon    at    oar    plant    I* 
with     Packan    Car    tytUai    operated    to    all     important    eiti**. 
are    located    on    South    Branch    of   Calcavo   Rhnr.     Chleaan    Steaa 
Line*  and  Merchant*'  Llchterace  Co.  aerve  our  dock,  which  Men 
date*   larreat   lake  vaawla. 


urn  protection  acalrut  nre  I*  (ivra  all  food*  .tared  la  oar 
haildia-.  A  very  tow  rat*  of  immraaee  hi  la  fane  doe  to 
lOnrt  •priakler  *y*taai  aad  proximity  to  ri»er.  Oa  reovait. 

tood*   will   be   I  Mured   automatically   upon   ratilpt  and   canceled   aoto- 

matically  when  .hipped. 

Inveaticat*.     Writ*,   wire  or    phone    for   fall    particular*.     We   Invite 

yoar   penaaaj   Inapaetloa  of  oar   untarpaaeed    facllltle*   for   «ivin«    100 

per  cent  **i  *|L*. 

MERCHANTS'  WAREHOUSE  &  DISTRIBUTING  CO. 

Itlh  aad  Ire*)  •treet*  Phone  Lafayette  ?(M  Chlcace,  III. 


View  showing  relationship  of  ship,  wharf,  and 
shipside  warehouse. 

Port  of  Houston 

Houton   U  a    li»«   part. 

What   ton  a   UT*   port    m«.n? 

Let  a*  hart  an  ciaatplc. 

Takt    Hou.lon    Wharf   No.    4.   which   U    7H  f**t   lone. 

What  did   it   handle   durlnc  the   month   of   March? 

it   handled   the   fellowiac  v*aaiU: 

March     lit— LAKE     HECTOR.  .Caha  and  W«t  Indlea. 

March     lad— ALGIERS     Philadelphia. 

March     *th— BAN    JUAN    Philadelphia. 

March  12th— LAKE    FLORIAN. Cuba  and  Wnt  Indlm. 

March  Kth— LAKE    CERA Caha  and  Wr.t  Indie*. 

March  Uth— BHAWMUT    Philadelphia. 

March  llth— COAHUILA    Jlezic*. 

March  Itth— NYANZA    From  Facile  Coa.t  U  New  York. 

March  2«th— INCA     Philadelphia. 

March  24th— LAKE  BLAVI Caha  and  Went  Indie*. 

March  2*th— KATAHDIN     Philadelphia. 

and  bo*Uo*  at  the  end  of  the  month  there  wa>  accumulated  on 
the  wharf  (it  ton*  of  mitcellaneou*  carco  and  2.750  ton*  ra- 
ined latar. 

What  do  thoa*  fact*  mean? 

They   mean  that    llotulon  I*  a  lire,  active  port. 

There  I*  no  itacnation  ar  delay  to  freicht  when  It  more* 
throurh  port  Houiton. 

There  la  an  anexcelled  fire  proof,  iprinklered  *hip*lde  ware- 
h*a*e,  connected  by  electric  conveyor  with  the  wharf  *hown 
la  the  accempmayinc  cut  where  •toraf*  I*  efficiently  accommo- 
dated. 

HhipmentI  over  the  wharvo*  are  handled  quickly  and  ef- 
Iriently  without  delay  to  the  ehip  or  shipper. 

Thl*  I*  what  the  above  record  mean*. 

Thi*    I*    the    ftervice    a    Uv*   port    farnuhe*. 

Mr.  Trimc  Man,  can  we  not  handle  >ome  of  your  biuinrs* 
over  oar  wharv**? 

DIRECTOR  OF  THE  PORT 

CITY  HALL       ....       HOUSTON,  TEXAS 

Ran...  CM,*  ^_ e  at.  LMl>  "1 
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such  a  case  would  still  be  answerable  to  the  public  for  the  per- 
formance of  its  functions  as  a  common  carrier,  and  would  not  have 
contracted  away  this  responsibility.  It  would  merely  have 
changed  its  method  of  paying  its  transportation  employes,  as  it 
has  its  shop  employes  in  the  case  under  consideration. 

When  Congress  in  the  transportation  act  speaks  of  railroad 
employes,  it  undoubtedly  contemplates  those  encased  in  the  cus- 
tomary work  directly  contributory  to  the  operation  of  the  rail- 
roads. It  is  absurd  to  say  that  carriers  and  their  employes  would 
not  be  permitted  to  interrupt  commerce  by  labor  controversies,  un- 
less the  operation  of  the  roads  was  turned  over  to  contractors,  in 
which  event,  the  so-called  contractors  and  the  railway  workers 
might  engage  in  Industrial  warfare  ad  libitum. 

In  other  words,  Congress  did  not  say  to  the  carriers,  "you 
must  not  precipitate  trouble  by  the  adoption  of  arbitrary  meas- 
ures with  your  employes,  but  you  may  delegate  to  a  contractor  the 
power  to  violate  and  annul  all  your  agreements,  and  if  it  happens 
to  result  in  an  interruption  of  traffic,  the  public  will  be  deprived 
of  such  protection  as  the  transportation  act  could  give."  As  a 
matter  of  fact,  that  is  practically  the  sole  effect  of  the  contracts 
involved  in  this  case. 

A  strike  by  the  employes  of  a  contractor  or  contractor-agent 
of  a  carrier  would  as  effectually  result  in  the  interruption  of  traf- 
fic as  if  the  men  were  the  direct  employes  of  the  carrier. 

To  the  outside  observer,  and  so  far  as  the  public  is  concerned, 
the  car  repair  department  of  this  carrier  has  undergone  no  real 

There  need  be  no  misunderstanding  of  this  situation.  The 
contractor  performs  only  one  useful  function  in  this  operation.  He 
is  the  medium  of  channel  through  which  the  piece  work  system 
was  substituted  for  the  lawfully  established  wage  scale.  The  con- 
tractor's compensation  for  this  is  5  per  cent  of  the  amount  of  the 
pay  roll,  and  the  rate  of  pay  is  carefully  limited  by  the  piece  work 
provisions  in  the  contract.  The  contractor  takes  absolutely  no 
risk. 

To  all  intents  and  purposes,  the  contractor's  operations  con-' 
stitute  a  department  of  the  carrier,  with  a  piece  work  system 
which  has  been  forced  upon  the  men  by  the  discharge  of  some  and 
the  dread  of  discharge  and  unemployment  of  others,  and  which  has 
never  been  submitted  to  the  Railroad  Labor  Board  in  the  form  of 
a  dispute,  as  a  compliance  with  the  statute  requires.  The  con- 
tractor is,  in  effect,  merely  an  agent  of  the  carrier. 

The  board  can  understand  how  the  carrier  reached  the  con- 
clusion that  it  had  the  right  to  make  such  contracts,  because  some- 
what similar  ones  had  been  made  through  a  long  course  of  years; 
but  those  precedents  have  been  robbed  of  their  potency  by  the  en- 
actment of  the  transportation  act,  which  the  courts  of  the  coun- 
try, without  exception  so  far,  have  declared  to  be  constitutional. 

The  Railroad  Labor' Board  therefore  decides: 

(1)  That  the  various  contracts  entered  into  between  the  In- 
diana Harbor  Belt  Railroad  Company  and  the  Burnham  Car  Repair 
Company  for  the  operation  of  its  railway-  shops  and,  particularly, 
the  one  bearing  date  of  September  16,  1921,  are  in  violation  of  the 
transportation  act  in  so  far  as  they  purport  or  are  construed  by  the 
carrier  to  remove  said  employes  from  the  application  of  said  act, 
and  that  those  provisions  of  the  contracts  affecting  the  wages  and 
working  rules  of  said  employes  are  in   violation  of  Decisions  No. 
2,   119  and  147  of  this  Board. 

(2)  That  the  shop  employes  of  said  contractor  are  under  the 
jurisdiction    of 'this   board   and   subject   to   the   application   of   tha 
transportation   act    and   Decision   No.    147. 

(3).  The  carrier  is  directed  to  take  up  with  any  employe  the 
matter  of  reinstatement  upon  the  application  of  the  interested  em- 
ploye or  his  representative. 

This  decision  rests  upon  the  facts  of  this  particular  case,  anct 
the  decision  of  each  of  the  other  contract  cases  pending  before  the 
board  will  rest  upon  its  own  facts  and  the  general  principles 
herein  declared. 


EFFECT  OF  NATIONAL  AGREEMENTS 

In  a  letter  written  in  reply  to  statements  made  by  T.  DeWitt 
Cuyler,  chairman  of  the  Association  of  Railway  Executives,  to 
the  effect  that  the  so-called  national  agreements  imposed  on  the 
railroads  under  federal  control  added  a  burden  of  $300,000,000 
a  year  to  the  railroads,  which  was  not  even  lightened  to  the 
extent  of  the  $50,000,000  estimated  by  the  Labor  Board  when 
its  decision  on  rules  and  working  conditions  was  given  out, 
Walker  D.  Hines,  former  Director-General,  under  whose  direc- 
tion many  of  the  agreements  were  negotiated,  declared  that  the 
citation  of  a  limited  number  of  specific  instances  of  waste  of 
work  under  the  agreements  did  not  reflect  the  aggregate  effect 
of  them. 

Mr.  Cuyler's  letter  was  written  to  W.  H.  Chandler,  presi- 
dent of  the  National  Industrial  Traffic  League,  in  reply  to  a  re- 
quest for  specific  information  bearing  on  the  testimony  given 
by  Mr.  Hines  before  the  Interstate  Commerce  Commission  in  the 
general  rate  inquiry,  and  was  printed  in  The  Traffic  World, 
February  25,  p.  485.  The  letter  from  Mr.  Hines  was  in  response 
to  a  request  by  Mr.  Chandler,  who  said  that  "it  would  be  very 
helpful  if  you  would  give  to  the  League  members  the  benefit  of 
any  suggestions  that  may  occur  to  you  along  the  lines  indicated." 

"To  my  mind,"  Mr.  Chandler  continued  in  his  request,  "there 
seems  to  be  some  conflict  between  the  statements  you  made  and 
the  reply  of  Mr.  Cuyler." 

Mr.  Hines's  letter  was  as  follows: 

I  insisted  in  my  statement  that  these  national  agreements  initiated 
comparatively  few  changes  involving  increases  in  cost  heavy  in  com- 
parison with  the  total  maintenance  cost,  and  that  those  working  con- 
ditions which  could  be  charged  with  being  responsible  for  large  in- 
creases in  cost  had  not  been  initiated  by  that  agreement,  but  had 
prevailed  throughput  1919,  because  they  had  been  applied  in  July, 
1918,  to  all  the  railroads  under  federal  control,  and  I  cited  as  leading 
illustrations  the  eight-hour  day,  with  punitive  overtime  the  nation- 
wide standardization  of  work,  the  classification  of  work  inyolving  the 
possibility  of  additional  classes  of  employes  being  called  to  perform 
a  particular  Job,  and  the  abolition  of  piece  work,  the  order  for 
the  elimination  of  the  latter  having  been  given  in  December,  1918. 

I  pointed  out  also  that  the  railroad  executives  had  largely  con- 
tented themselves  with  enumerating  various  special  cases  without 
giving  the  slightest  information  as  to  the  effect  of  these  and 


analogous  cases  upon  the  total  cost  of  doing  the  work.  Mr.  Cuyler's 
letter  strikingly  emphasizes  the  tendency  1  thus  pointed  out.  Instead 
of  offering  useful  data  as  to  the  aggregate  difference  in  cost  in  1920, 
as  compared  with  1919,  he  cites  four  special  cases  of  decisions  by 
Board  of  Adjustment  No.  2  (rendered,  by  the  way,  after  the  end  of 
federal  control),  and  one  special  case  of  a  practice  (incorrectly 
described)  as  to  renewal  of  stay  bolts  alleged  to  have  been  adopted 
(but  not  as  a  result  of  any  ruling  by  any  general  agency  of  the 
Railroad  Administration)  on  the  Baltimore  &  Ohio  Railroad,  in  Decem- 
ber, 1919,  this  practice  being  in  any  event  applicable  only  in  a  com- 
paratively small  proportion  of  cases  involving  renewing  of  stay  bolts. 
No  effort  is  made  to  show  the  percentage  which  the  alleged  increased 
cost  due  to  these  rulings,  or  to  these  and  all  analogous  rulings, 
would  be  of  the  $345,000,000  of  increased  maintenance  of  equipment 
cost  in  1920  as  compared  with  1919.  Nevertheless,  the  inference  sug- 
gested appears  to  be  that  these  items  suggest  some  stupendous 
increase  in  operating  cost.  My  point  is  that  such  a  method  is  not 
useful  to  an  organization  like  yours.  In  a  business  so  full  of  numer- 
ous and  complicated  details  as  the  maintenance,  by  about  400,000 
employes,  of  about  65,000  locomotives,  over  50,000  passenger  cars  and 
about  2,300,000  freight  cars,  on  about  250,000  miles  of  railroad,  it  is 
always  possible  to  make  an  imposing  catalog  of  operations  where, 
especially  upon  a  necessarily  incomplete  showing  of  preceding  prac- 
tice on  all  railroads,  an  undue  amount  of  labor  may  seem  to  be  in- 
volved. If  the  same  motive  to  make  a  bad  Showing  had  existed 
prior  to  federal  control,  very  impressive  catalogs  of  a  similar  char- 
acter could  have  been  prepared  at  that  time,  and  such  catalogs 
along  similar  lines  can  be  prepared  at  any  time  in  the  future  by 
anyone  who  finds  such  a  step  to  be  in  the  interest  of  his  employers. 
But  such  items  by  themselves  do  not  aid  materially  in  arriving  at  a 
conclusion  as  to  the  approvimate  number  of  millions  of  dollars 
that  could  be  saved,  or  that  could  have  been  saved,  by  any  modifica- 
tion of  method  that  might  be  or  might  have  been  possible.  Such  a 
method  is  equally  devoid  of  value  in  explaining  the  $345,000,000 
difference  in  cost  between  1919  and  1920. 

I  also  called  attention  in  my  statement  to  the  tendency  of  the 
railroad  executives  to  charge  up  to  the  national  agreement  the  in- 
creased number  of  employes  which  was  due  to  the  establishment  of 
the  eight-hour  day,  a  condition  applied  to  all  railroads  in  July,  1918, 
and  prevailing  on  many  of  them  before  federal  control.  Mr.  Cuyler's 
letter  likewise  strikingly  emphasizes  this  tendency.  He  stresses  the 
increase  in  the  number  of  employes,  without  any  reference  to  the  con- 
trolling influence,  in  that  regard,  of  the  eight-hour  day  or  to  any 
effect  which  any  of  the  conditions  established  in  1918  ma/  have  had, 
and  erroneously  charges  the  lesult  to  the  national  agreements.  It 
is  an  interesting  feature  of  the  position  assumed  by  Mr.  Cuyler  and 
his  associates  that  they  lay  but  little  stress  on  the  eight-hour  day, 
which  is  one  of  the  most  significant  factors  both  as  to  the  number 
of  employes  and  as  to  the  increase  of  cost,  and  continue  to  attribute 
the  consequences  of  this  factor  to  other  conditions  erroneously  alleged 
to  have  been  originated  by  the  national  agreements. 

Mr.  Cuyler's  letter  indicates  that  when  the  Railroad  Labor  Board 
announced  its  revision  of  the  shop  crafts  agreement  "it  informally 
estimated  that  this  revision  would  probably  enable  the  railroads  to 
save  $300,000,000."  I  have  since  been  advised  that  the  figure  of  $300,- 
000,000  is  erroneous  and  that  the  figure  of  $50,000,000  was  intended 
to  be  used.  My  understanding,  however,  is  that  the  Labor  Board 
did  not  even  informally  authorize  the  announcement  of  even  this 
figure  as  to  the  amount  of  the  saving.  Nor  have  I  seen  anything 
to  indicate  that  the  saving  would  be  anything  like  so  much,  because 
the  Labor  Board  made  comparatively  few  changes  in  the  national 
agreement  which  would  be  calculated  to  involve  the  saving  of  sub- 
stantial sums  of  money.  It  should  be  added  that  those  changes 
which  it  did  make  were  largely  changes  of  conditions  which  had 
been  established  for  all  the  railroads  in  1918,  and  which  had  there- 
fore been  automatically  carried  forward  in  the  national  agreement 
and  which  were  in  operation  throughout  1919. 


WAGE  STATISTICS 

The  Commission  has  issued  a  statement  on  wage  statistics 
for  the  six  months  ended  December  31,  1921.  "This  summary, 
t  said,  "of  employes,  service  and  compensation  is  a  consolida- 
tion of  reports  for  the  respective  months,  July  to  December, 
1921. 

"The  average  number  of  persons  in  the  employ  of  the  rail- 
roads during  the  last  six  months  of  1921  compared  with  the 
same  period  of  1920  shows  a  decrease  of  416,384  or  19.7  per  cent. 
Compensation  decreased  $690,829,775,  or  33.9  per  cent." 

The  summary  covers  figures  heretofore  issued  and  to  which 
reference  has  been  made  from  time  to  time  in  The  Traffic  World. 

February  wage  statistics  issued  this  week  by  the  Commis- 
sion show  that  the  total  number  of  employes  on  class  I  roads, 
including  16  switching  and  terminal  companies,  in  the  middle 
of  that  month  was  1,545,040  and  that  the  total  compensation 
was  $194,523,427.  Compared  with  January  returns,  the  statistics 
show  a  decrease  of  6,974  in  the  number  of  employes,  and  a  de- 
crease of  $10,655,212  in  compensation.  Compared  with  February, 
1921,  there  was  .a  decrease  of  131,503  in  the  number  of  employes. 


N.    &    W.    EQUIPMENT    CERTIFICATES 

The  Norfolk  &  Western  Railway  Company  has  applied  to  the 
Commission  for  authority  to  guarantee  the  payment  of  principal 
and  dividends  on  $6,700,000  of  equipment  trust  certificates  to 
be  offered  for  sale  by  the  Virginia  Holding  Corporation  at  not 
less  than  97.75  and  accrued  interest.  The  proceeds  will  be  used 
in  part  by  the  corporation  for  the  purchase  of  seven  all-steel 
dining  cars  and  4,000  seventy-ton  all-steel  hopper  coal  cars.  This 
equipment  will  be  leased  to  the  Norfolk  &  Western. 


TELEPHONE   CONSOLIDATION 

The  Cumberland  Valley  Telephone  Company  of  Baltimore 
City,  the  Chesapeake  &  Potomac  Telephone  Company  of  Balti- 
more City  and  the  Chesapeake  &  Potomac  Telephone  Company 
of  West  Virginia  have  filed  a  joint  petition  with  the  Commission 
asking  approval  of  the  purchase  of  the  property  of  the  Cumber- 
land Valley  in  Maryland  and  West  Virginia  by  the  other  two 
companies  named. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuitoms  Houte  Broken,  Forwarding 
and  Clearing  Houte  Agent f 

LAREDO,  TEXAS 

Br.nch.a  In  all  Principal  CItl.a  In  th»  R. public  of  Mo.lco 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texat, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  train* 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agenti: 

American-Hawaiian  Steamship  Go. 

American  Ship  and  Commerce   Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 
INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia  and   Lo» 
Ancelea,  San  Francisco,  Portland,  Seattle  and  Taeoma 


BMton 

M.S.  CALIFORNIAN    

8.8.   AMERICAN      Mar  II 

8.8.   PENNSYLVANIA!*      May  tl 

8.8.   FLOR1UIAN      June     3 


Phil*.  New  York 

Mar  II  Mar  18 

May  25 

Jan*    3  June    1 
June    S 


Sailings    erery    Thursday    from    New    York,    erery 
Saturday  from   Boston  and  alternate  Saturdays 
.         from  Philadelphia,  and  fortnightly  from 
the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  a.  Parlle  Co**  P.ru  to  tb«  Principal  Port*  W   ta.   Unltod 
tat    ContUoat—  Direct    Fart- 

nlfhtlr    Balllmn 


Joint  Service*  with 

Hamburg-American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.  OMOVNT    CLINTON    .........................  M«7  11 

8.a  (RELIANCE     .....................................  Mar  It 

S.8.  tWt  ERTTEMBERG     ..............................  Mar  1» 

•A  'MOUNT   CtAV    .................................  May  IS 

SJ.  {RESOLUTE  ......................................  Mar  II 

8.8.  tBAYERN     ......  .....................  June     I 

•*  «rnrm  third-cla».  paaaavcora. 

+  ('ahm    and    third-clan*    pamavnvtra 

t  Flrat,   aerond.    third-fla.*    paaaonffora 

LOADING    PIER   It.    NORTH    RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

8.8.  THEMISTO    (via    Baltimore!  ...Mar  SI 

8.8.  OREGONIAN     Ola    Baltimore)  ....................  June  13 

BOSTON  TO  BREMEN  AND  HAMBURG 

U.  GEORGIAN  ................  Mar  25 

8.8.  CALLI8TO    (rla    Baltimore   and    Norfolk)    ..........  June  T 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

KORGIAN    (rla    Norfolk   and    Boaton)  .............  Mar  II 

8.8.   THEMISTO     ......................................  Mar  17 

8.8.  CALLIBTO    <»!a    Norfolk)  .........................  June  II 

8.8.  OREGONIAN     ....................................  Jan*  II 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  GEORGIAN     («ia     Bo«ton)  .........................  Mar  II 

8.8.  CALLIBTO    ......................................  J«n«  17 

NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

S.S.  SACH8ENWALD     ............................  Early     Mar 

Throach  Mb  of  l.di.r  Tim  Hambori  laaood  to  all  BeaadlnaTlan 

U.  S.  Government  Ships 
NEW  YORK  TO  DUTCH  EAST  INDIES 

Pomani.    BoUwaB-Dell.    Port    Bwettonhan.    Blacapora.    BaUTto. 

Saaiaranr.    Btirabara 
8.8.  JALAPA    trail,    at    MalU)  .........................  May   10 

8.8.  HALF     MOON  ....................................  Juno  II 

(Sleaaieri    take    carro    for   Tuni».    Alexandria    and    Syrian    Coaat 

Portu 
iMUmg    Ptar    II.    Fomdl    ToCTalMt    CUfton.    •.    t 

General  Office*:  39  BROADWAY,  Now  York 

ToloplMM    WHITEHALL    1121 

WESTERN  FREIGHT  OFFICE 

Chlra.o.   117  BMU,   Lmflallo  Btroot  Pho«o   Wako^k   Utl 

•RANCH    OFFICM 

Boaton.  41  Central  Btroot  Phon.  Concnu  1114 
(Ireland.   141    The    Arcade  Phone    Main    2151 

I'hiUdolphla.    Bo«r..   Bid*.  Phon.    l^.bart  TNI 

Piit^.rrh.  on«r  Bldr.  I'hono  Ora«t  T4II-I 
Kochnter.    Comaierre    Bide.  Phone    Main    71SI 

GENERAL  PACIFIC   COAST  AGENTS 

William..    DlHMid    aV   Co..   ill    8.  MODI.  Bt.   8aa    Framcatoo 
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Personal  Notes 


S.  P.  Woodslde  has  been  appointed  chairman  of  the  C.  F.  A. 
Coal,  Coke  &  Iron  Ore  Committee,  succeeding  J.  C.  Yenning,  who 
resigned. 

Graham  W.  Curtis  has  been  appointed  industrial  commis- 
sioner for  the  Canadian  Pacific,  eastern  lines,  succeeding  H.  P. 
Timmerman,  who  retired. 

J.  C.  Clift  has  been  appointed  traveling  passenger  agent  for 
the  Baltimore  Steam  Packet  Co.,  at  Baltimore.  W.  H.  Cox  has 
been  appointed  traveling  passenger  agent  for  the  same  company 
at  Norfolk. 

The  Tennessee  Central  has  announced  the  following  appoint- 
ments: M.  E.  Newell,  freight  traffic  manager;  J.  A.  McNeill,  as- 
sistant freight  traffic  manager;  C.  S.  Blackman,  general  freight 
agent. 

Herbert  F.  Orr  has  been  appointed  commercial  agent  for  the 
Merchants  &  Miners  Transportation  Co.,  at  New  York. 

In  The  Traffic  World,  May  6,  the  headquarters  of  H.  W. 
Bondurant  and  Ralph  Shropshire,  newly  appointed  commercial 
agent  and  freight  traffic  representative,  respectively,  for  the 
Southern  Railway  System,  was  stated  as  Cincinnati.  The  city 
should  have  been  Nashville. 

R.  J.  Hodson  has  been  appointed  traffic  manager  for  the  Osh- 
kosh,  Wis.,  Association  of  Commerce,  succeeding  C.  M.  Starks, 
who  has  taken  charge  of  the  commerce  department  of  the  Mather- 
Cogswell  Corporation,  at  Milwaukee. 

H.  A.  Coomer  has  been  appointed  auditor  and  traffic  manager 
for  the  Wichita  Falls,  Ranger  &  Fort  Worth  Railroad,  at  Ranger, 
Tex.  J.  D.  Sullivan  hns  been  appointed  assistant  auditor  for  the 
same  road,  at  Ranger. 

Francis  H.  McKeever  has  resigned  as  secretary  and  manager 
of  the  4-One  Box  Makers  Association  and  has  entered  the  prac- 
tice of  law,  as  one  of  the  firm  of  Wyman,  Hopkins,  McKeever  & 
Colbert,  at  Chicago.  Mr.  McKeever  will  specialize  in  commerce 
practice.  He  is  succeeded  as  secretary  and  manager  of  the  box 
makers'  association  by  A.  L.  Wilson,  traffic  and  claim  agent  for 
the  association,  formerly  connected  with  the  Illinois  Central. 

Seven  representatives  of  six  manufacturers  completed,  May 
6,  the  fifteenth  boxing  and  crating  course  given  at  the  Forest 
Products  Laboratory,  at  Madison,  Wis.  A  total  of  129  men 
have  taken  the  course  since  it  was  inaugurated  in  April,  1919. 
The  following  completed  the  course  May  6:  H.  H.  Collins, 
the  Meyer-Thomas  Company,  Montreal,  Que.;  D.  V.  Gudgel, 
Western  Clock  Company,  La  Salle,  111.;  Chas.  McDermott,  Col- 
gate &  Co.,  Jersey  City,  N.  J.;  F.  F.  Naftzger,  the  A.  I.  Root 
Company,  Medina,  O.;  Shelby  Preston,  Anderson-Tully  Com- 
pany, Memphis,  Tenn.;  R.  D.  Simons,  Mergenthaler  Linotype 
Company,  Brooklyn,  N.  Y.;  John  Faulkner,  Colgate  &  Co.,  Jersey 
City,  N.  J. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

Patrick  Calhoun,  Sr.,  spoke  at  the  buffet  luncheon  of  the 
Transportation  Club  of  Louisville,  held  at  the  club  rooms,  May 
10,  on  "The  Advantage  of  River  Terminals  at  Louisville." 


The  annual  picnic  of  the  Houston  Traffic  Club  will  be  held 
at  Sylvan  Beach  Park,  June  4.  An  excursion  steamer  has  been 
chartered  and  the  picknickers  will  travel  via  the  ship  channel 
route.  A.  R.  Canfield,  commercial  agent,  S.  A.  &  A.  P.,  is  chair- 
man of  the  pienic  committee.  F.  M.  Moulton,  of  the  Traffic 
Bureau  of  Texas,  has  been  appointed  chairman  of  the  club's 
weekly  luncheon  committee,  succeeding  John  Daniels,  who  re- 
signed. The  current  number  of  Traffic  News  &  Notes,  the  club's 
magazine,  contains  a  number  of  interesting  features. 


C.  J.  Brister,  assistant  vice-president  of  the  New  York  Cen- 
tral, spoke  at  the  regular  meeting  of  the  Miami  Valley  Traffic 
Club,  at  Dayton,  May  1.  Mr.  Brister  gave  an  interesting  talk 
on  the  rates  in  Central  Freight  Association  territory.  He  also 
told  about  the  experiments  made  by  the  New  York  Central  with 
Its  new  portable  container  car. 

John  G.  Walber,  executive  secretary  of  the  Bureau  of  Infor- 
mation of  Eastern  Railways,  will  speak  on  "Some  Aspects  of  the 
Railroad  Labor  Problem,"  before  the  Traffic  Club  of  New  York, 
at  a  meeting  to  be  held  May  26  at  the  Waldorf-Astoria  Hotel. 

Efforts  should  be  made  to  develop  the  Industries  and  the 
natural  resources  of  the  United  States,  so  that  it  will  reach  a 
state  of  importance  in  international  commerce-  commensurate 
with  Its  geographical  and  natural  advantages,  said  P.  W.  Coyle, 
traffic  commissioner  for  the  St.  Louis  Chamber  of  Commerce, 
at  the  weekly  meeting  of  the  Traffic  Club  of  St.  Louis,  at  the 
Planters  Hotel,  May  8.  One  of  the  ways  this  development  can 
be  fostered,  the  speaker  said,  was  by  removing  some  of  the 
autocratic  control  from  the  affairs  of  the  railroads.  According 


to  Mr.  Coyle,  one  of  the  most  harassing  things  with  which  the 
carriers  have  to  contend  is  that  part  of  the  law  which  provides 
for  the  suspension  of  proposed  rates  by  the  Commission  on  the 
application  of  other  carriers  or  of  shippers.  "I  say  this,"  he 
said,  "with  no  criticism  of  the  Commission,  because  it  is  func- 
tioning according  to  the  law,  but  I  do  believe  that  that  section 
of  the  law  permitting  the  Commission,  on  its  own  initiative, 
or  upon  the  request  of  a  shipper  or  a  railroad  to  suspend  tariffs, 
should  be  repealed.  If  this  provision  of  the  law  was  ever  of 
substantial  benefit  to  the  public  (and  I  doubt  if  it  ever  was), 
its  days  of  usefulness  have  passed.  It  has  been  the  source  of 
many  long,  tedious  cases  of  litigation,  always  expensive  to  the 
shippers,  and  with  doubtful  results  as  to  the  general  public 
good.  I  say  'expensive  to  the  shippers,'  for  in  the  last  analysis 
the  public  pays  the  freight.  The  expenses  of  the  legal  depart- 
ment, as  well  as  the  expenses  of  all  other  departments  of  the 
railroads,  go  into  operating  expenses,  and  operating  expenses 
go  into  the  rates;  hence  the  vicious  circle  starts  and  ends  at 
the  pocket  of  the  shipper." 


Paul  Shoupe,  vice-president  of  the  Southern  Pacific,  will 
speak  on  "Transportation  Handicaps,"  at  the  meeting  of  the 
Pacific  Traffic  Association,  to  be  held  at  the  Chamber  of  Com- 
merce, San  Francisco,  May  16.  L.  R.  Gofer,  vice-president  of 
the  Wells-Fargc-  Nevada  Bank,  will  speak  on  "Banking  and  Its 
Relation  to  Transportation." 


That  the  business  depression  had  about  reached  its  end  and 
that  unprecedented  prosperity  may  be  hoped  for  within  the  next 
year  was  the  prediction  of  R.  E.  M.  Cowie,  vice-president  of  the 
American  Railway  Express  Company,  who  spoke  at  the  dinner 
given  by  the  Traffic  Club  of  Troy,  N.  Y.,  to  the  officials  of  the 
American  Railway  Express  Co.,  April  25.  The  dinner  was  pre- 
ceded by  a  tour  through  some  of  Troy's  large  industrial  estab- 
lishments. Other  officials  of  the  Express  Company  who  were 
guests  were  as  follows:  C.  S.  Colvin,  division  superintendent; 
C.  T.  Williamson,  general  manager;  H.  H.  Butler,  manager  of 
loss  and  damage;  C.  W.  Romie,  manager,  New  England  district; 
and  Douglas  Malcolm,  general  advertising  manager.  President 
G;  T.  Russell  of  the  club  was  assisted  by  J.  A.  Wolff,  local  agent 
for  the  express  company,  who  acted  as  toastmaster. 


C.  E.  Spangenberg,  traffic  manager  for  the  Corrugated  Bar 
Company,  spoke  at  the  meeting  of  the  Industrial  Traffic  Club  of 
the  Niagara  Frontier,  held  at  Buffalo,  May  8.  Mr.  Spangenberg 
spoke  of  the  effect  on  business  of  a  reduction  in  freight  rates 
and  expressed  the  opinion  that,  with  the  exception  of  the  rates  on 
eertain  low-grade  commodities  which  are  too  high  to  move  the 
business,  a  reduction  in  rates  would  not  tend  to  influence  business 
conditions  much.  He  did  not  think  a  general  reduction  in  rates 
would  achieve  the  results  desired.  The  speaker  went  into  some 
detail  with  respect  to  the  financial  condition  of  the  railroads, 
and  ventured  the  opinion  that  valuation  figures  were  somewhat 
inflated.  He  thought  the  carriers  should  have  put  aside  in  a 
sinking  fund  some  of  their  profits  of  pre-war  years,  instead  of 
issuing  dividends,  which  would  have  saved  them  from  the  con- 
ditions now  confronting  them.  As  a  solution  of  the  problem, 
the  speaker  looked  favorably  upon  the  idea  of  making  rates  with 
relation  to  the  price  of  the  commodity  moved  and  dependent  up- 
on the  rise  and  fall  in  the  value  of  the  freight,  as  worked  out 
in  England. 


The  following  additional  appointments  of  delegates  to  at- 
tend the  meeting  to  organize  the  National  Association  of  Traffic 
Clubs  in  Chicago,  May  15  to  17,  have  been  made:  Houston  Traf- 
fic Club,  J.  F.  Hennessey,  Jr.,  ex-president;  St.  Louis  Traffic 
Club,  S.  S.  Butler,  president,  and  O.  Van  Brunt,  second  vice- 
president;  Traffic  Club  of  Wichita,  F.  E.  Walling,  first  vice- 
president,  G.  R.  Piper,  member  of  finance  committee,  and  I.  N. 
DeMater,  second  vice-president;  Traffic  Club  of  Baltimore,  G.  S. 
Harlan,  president,  N.  J.  Elliott,  ex-president,  and  H.  Sheridan, 
alternate;  Pittsburgh  Traffic  and  Transportation  Association,  M. 
A.  Greenwood,  president,  J.  D.  Carter,  and  J.  H.  Anderson. 


The  annual  Spring  Frolic  of  the  Traffic  Club  of  New  Eng- 
land will  be  held  at  the  Hotel  Somerset,  May  18.  The  announce- 
ment declares  that  any  subject  may  be  discussed  except  business. 
The  annual  outing  of  the  club  will  take  place  June  27,  at  Beverly, 
Mass. 


Col.  Charles  A.  Simmons  addressed  the  Transportation  Club 
of  San  Francisco,  at  a  luncheon  held  at  the  Palace  Hotel,  May  11, 
on  the  subject  of  "The  Kind  of  a  Town  You  Like."  The  club 
will  give  a  dinner  dansant  and  reception  at  the  Palace  Hotel, 
May  "20. 

Malcolm  Stewart,  manager  of  the  foreign  trade  department 
of  the  Cincinnati  Chamber  of  Commerce  and  chairman  of  the 
Middle  West  Merchant  Marine  Committee,  will  speak  before  the 
Traffic  Club  of  Cincinnati,  at  a  meeting  to  be  held  at  the  Cham- 
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34JWds-$70,OOaOOO! 

N  years  ago  $8,000,000  worth  of  fibre  shipping  boxes  were  used— last 
X  year  some  $70,000,000 — which  would  stack  up  as  34  Egyptian  pyramids, 
each  481  feet  high  by  756  feet  square  at  the  base! 

This  wonderful  growth  of  $62,000,000  means  that  a  great  many  of  America's 
biggest  manufacturers  have  learned  that  it  saves  to  ship  in  corrugated  and 
solid  fibre  containers. 


Saves I 

It  saves  you  cash  over  wood,  at  the  start 
It  saves  nine-tenths  of  your  space 
It  saves  contents  from  damage 
It  saves  freight  for  your  customers 
It  saves  your  customer— FOR  TOU! 

Any  Container  Club  member  will  design,  free-of  cost,  a  box  scientifically  constructed 
and  tested,  to  carry  your  goods  safely,  and  at  the  same  time  save  you  and  your  cus- 
tomers money. 

Container  Club  Service  which  we  have  rendered  to  so  many  others, 
we  will  render  to  you— if  you  tell  us  your  problem. 


Address: 


Quality  Mark 


Dept.  A4.      608  S.  Dearborn  St.,  Chicago 
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her  of  Commerce,  May  16.  His  subject  will  be  "Export  Freight 
Rates,  Their  Significance  to  Business." 

R.  N.  Begien,  general  manager  for  the  B.  &  O.,  addressed 
the  Cincinnati  Railway  Club,  at  its  meeting  held  at  the  Chamber 
of  Commerce,  May  12.  Musical  and  dramatic  entertainment 
was  furnished  by  employes  of  the  L.  &  N. 

INTERLOCKING  DIRECTORATES,  ETC. 

Various  officials  of  the  D.  L.  &  W.  R.  R.  have  been  author- 
ized to  retain  positions  with  that  road  in  addition  to  other 
offices  previously  authorized. 

In  addition  to  positions  previously  authorized,  H.  E.  Byram, 
B.  B.  Greer,  E.  D.  Sewall,  E.  W.  Adams,  A.  G.  Loomis,  Burton 
Hanson,  R.  M.  Calkins,  Lee  W.  Spratlen  and  J.  R.  Dickinson 
have  been  permitted  to  hold  office  with  the  Chicago,  Milwaukee 
&  Gary  Railway  Company. 

J.  F.  George  has  been  authorized  to  hold  the  position  of 
treasurer  of  the  Norfolk  Southern  Railroad,  Carolina  Railroad, 
Kinston  Carolina  Railroad,  Norfolk  Terminal  Railway  and  Car- 
thage &  Pinehurst  Railroad  Company. 

R.  E.  Minton  has  been  permitted  to  retain  his  positions  of 
director  of  the  Groveton,  Lufkin  &  Northern  Railway  and 
general  attorney  for  the  Texas  South  Eastern  Railroad  Company. 

Various  officials  of  the  New  York,  Chicago  &  St.  Louis 
Railroad,  Lake  Erie  &  Western  Railroad  Company  and  Fort 
Wayne,  Cincinnati  &  Louisville  Railroad  Company  have  been 
permitted  to  retain  their  positions  with  these  roads  in  addition 
to  offices  previously  authorized. 

Certain  officers  of  the  Minneapolis,  St.  Paul  &  Sault  Ste. 
Marie  Railway,  St.  Paul  Union  Depot  Company,  Duluth,  South 
Shore  &  Atlantic  Railway,  Spokane  International  Railway  Com- 
pany, and  many  other  roads,  have  been  authorized  to  hold 
their  positions  with  <these  roads  In  addition  to  other  offices 
occupied. 

Certain  individuals  of  the  Pennsylvania  Railroad  have  been 
authorized  to  hold,  in  addition  to  offices  with  said  roads,  various 
positions  with  the  Calumet  Western  Railway  Company,  Engle- 
wood  Connecting  Railway  Company  and  Pittsburgh,  Youngs- 
town  &  Ashtabula  Railway  Company. 

George  J.  Adams  was  authorized  to  hold  the  positions  of 
director  of  the  Belvidere  Delaware  Railroad  and  .the  Perth  Am- 
boy  &  Woodbridge  Railroad  in  addition  to  positions  previously 
authorized. 

J.  S.  R.  Cassady,  C.  P.  Davidson,  M.  C.  Kennedy,  C.  M. 
South  and  R. -B.  Thompson  were  authorized  to  hold  their  posi- 
tions with  Harrison  &  East  Newark  Connecting  Railroad.  Ohio 
Connecting  Railway,  Barnegat  Railroad  and  Philadelphia  & 
Beach  Haven  Railroad. 


SIMPLIFICATION  OF  TARIFFS 

The  Traffic  World  Washington  Bureau 

A  kind  of  tariff  that  has  not  been  mentioned  in  the  articles 
in  The  Traffic  World  about  the  simplification  of  tariffs  has  at- 
tracted the  attention  of  men  in  the  Commission  who  are  deal- 
ing with  the  subject.  They  have  come  to  be  known  as  the  "do" 
and  "don't"  kind.  One  of  those  falling  in  that  category,  it  is 
believed,  is  supplement  No.  11  to  Glenn's  I.  C.  C.  A-264.  In 
that  supplement  an  attempt  was  made  to  line  up  rates  on  lum- 
ber to  points  intermediate  to  Nashville,  to  make  them  to  con- 
form to  the  Commission's  order  in  the  Murfreesboro  case.  That 
supplement,  in  one  paragraph,  seems  to  give  contradictory  di- 
rections. It  seems  to  say  "do  this"  and  then  "don't  do  this." 

A  thing  that  can  be  said  about  all  the  tariffs  pertaining  to 
fourth  section  violations  in  the  southeast  and  their  elimination 
Is  that  they  undertake  to  deal  with  exceedingly  complicated 
situations  of  long  continuance  in  which  local  tariffs  and  agency 
publications  come  into  collision  for  the  reason  that  the  agency 
publications  were  made  without  time  to  check  up  on  the  local 
publications  so  as  to  bring  them  into  harmony.  In  some  in- 
stances, however,  it  seemed  that  the  agency  publication  knew 
of  the  peculiarity  of  the  local  publication  and  sought  to  avoid 
it  by  proper  language  in  the  agency  publication.  Items  23,  24, 
25  and  26  of  that  supplement  have  been  under  consideration 
on  account  of  the  allegation  that  the  items  negative  themselves, 
are  negatived  by  other  items,  or  amount  to  nothing  because 
their  application  is  so  restricted  that,  for  practicable  purposes, 
they  might  as  well,  if  not  better,  been  omitted. 

As  to  item  No.  25,  it  seems  to  say  that  the  shipper  may  use 
Nashville  rates  to  destinations  on  the  Memphis,  Henderson,  and 
main  stem  divisions  of  the  Louisville  &  Nashville,  between 
Memphis  and  Nashville,  and  intermediate  to  Nashville,  from 
Columbus,  Corinth,  Grand  Junction,  Mobile,  and  stations  on  the 
Jackson  &  Eastern,  a#d  Meridian  and  Memphis.  A  note,  how- 
ever, says  the  rates  cannot  be  used  to  Humboldt  and  Milan, 
Tenn.,  and  points  on  the  L.  &  N.  east  thereof,  intermediate  to 
Nashville,  because  the  destinations  mentioned  are  all  indexed 
by  name,  with  rates  of  their  own,  which  the  Nashville  rates, 
mentioned  in  connection  with  so  many  points,  cannot  supersede. 


The  Nashville  rates  can  be  used  only  west  of  Humboldt,  where 
there  are  no  important  points. 

Another  feature  of  that  item  is  that,  from  a  wide  area  of 
origin,  it  authorizes  Nashville  rates,  nominally,  to  destinations 
on  the  Nashville  and  Decatur  division  of  the  L.  &  N.  All  such 
destinations,  however,  except  Decatur,  are  indexed  so  that  the 
Nashville  rates,  contrary  to  the  language  of  the  item,  do  not 
apply.  Decatur  is  not  indexted  in  that  tariff,  so  it  might  be 
inferred  that  the  Nashville  rates  would  be  operative  there.  But 
Nashville  rates  do  not  apply  at  Decatur,  because  Mr.  Glenn,  in 
the  Southern  lumber  tariff,  has  provided  that  city  with  a  full 
line  of  lumber  rates,  on  a  lower  basis,  so  Nashville  rates  do 
not  apply,  even  if  that  item  does  appear  to  impose  them  upon 
Decatur.  The  item,  however,  does  allow  Nashville  rates  to  des- 
tinations on  the  Lewisburg  division  because  they  are  not  cursed 
by  being  included  in  the  index. 

A  complete  negation  is  to  be  found,  it  is  alleged,  in  item  26 
of  the  same  supplement.  In  one  place  it  authorizes  Nashville 
rates  from  Columbus,  Corinth.  Grand  Junction,  Meridian  and 
Mobile  to  points  on  the  N.  C.  &  St.  L.  between  Memphis  and 
Nashville,  but,  inasmuch  as  every  station  in  the  intermediate 
situation  is  to  be  found  in  the  index,  Nashville  rates  do  not 
apply.  Item  No.  26  also  authorizes  Nashville  rates  to  points  on 
the  main  line  between  Nashville  and  Chattanooga,  including 
Chattanooga.  The  points  between  Chattanooga  and  Nashville 
can  have  the  Nashville  rates,  but  Chattanooga,  like  Decatur, 
has  a  complete"  line  of  rates  of  its  own,  so  the  Nashville  rates, 
notwithstanding  language  to  the  contrary,  seemingly,  are  not 
operative  at  Chattanooga. 


CONFERENCE  RULING  RESCINDED 

The  Traffic   World  Washington  Bureau 

The  Commission,  in  conference,  May  8,  rescinded  the  con- 
ference ruling  adopted  by  it  April  8,  1921,  but  substituted  nothing 
for  that  which  was  taken  back.  The  conference  ruling  rescinded 
read  as  follows: 

That  the  applications  which  must  be  made  to  the  Commission 
for  certificates  of  public  convenience  and  necessity  under  para- 
graph (18)  of  section  1  of  the  Interstate  Commerce  Act  are  con- 
fined to  new  lines  of  railroad  and  extensions  of  lines  of  railroad 
to  be  constructed,  or  put  in  operation  in  interstate  or  foreign 
commerce,  by  carriers  subject  to  the  act,  subsequent  to  the  ef- 
fective date  of  the  paragraph,  and  to  lines  of  railroad  in  exist- 
ence prior  to  that  date  which  were  not  then  being  used  in  inter- 
state or  foreign  commerce,  except  that  the  term  "abandon,"  as 
used  in  the  paragraph  applies  to  any  line  of  railroad  or  portion 
thereof  owned  or  operated  by  a  common  carrier  subject  to  said 
Act.  and  means  entire  cessation  of  operation  thereof  in  interstate 
or  foreign  commerce;  and  that  any  such  certificate  granted  by  the 
Commission  applies  to  the  property  covered  theret>y,  regardless 
of  any  change  in  the  owner  or  operator  of  the  property  which 
may  take  place  after  the  certificate  is  granted. 

That  it  is  not  necessary  to  secure  from  the  Commission  a 
certificate  of  convenience  and  necessity  for  the  acquirement  of 
an  ordinary  trackage  right;  or  for  the  discontinuance  of  the  use 
of  such  trackage  right,  provided  such  discontinuance  does  not 
result  in  withdrawal  of  all  service  to  the  public  upon  the  road 
or  part. of  road  over  which  such  trackage  right  is  exercised. 

Under  that  ruling,  made  while  the  New  York  Central  was 
negotiating  for  control  of  the  packer  railroads,  it  was  a  question 
whether  the  trunk  line  in  that  case  was  under  any  compulsion 
to  ask  for  a  certificate  of  convenience  and  necessity  to  do  what 
it  was  proposing  to  do.  No  new  construction  was  intended,  nor 
was  there  any  plan  for  putting  into  operation  parts  of  a  railroad 
subject  to  the  interstate  commerce  act  that  had  not  been  in 
operation. 

Whether  the  withdrawal  from  the  position  taken  in  April, 
1921,  means  anything  in  the  proceedings  now  under  way  on  the 
application  of  the  New  York  Central  to  obtain  control  of  the 
packer  railroads,  is  a  question  which,  probably,  will  not  be 
answered  until  the  Commission  makes  its  decision  in  that  case. 
The  rescission,  it  is  certain,  leaves  the  Commission,  if  it  is  so 
minded,  in  position  to  hold  that  what  the  New  York  Central  is 
trying  to  do  must  be  done,  if  at  all,  under  a  permit  to  proceed 
under  paragraph  18  of  the  first  section. 

The  New  York  Central,  when  it  filed  its  application,  in 
effect,  and  in  some  of  the  arguments,  took  the  position  that  it 
was  not  compelled  to  choose  the  sections  and  paragraphs  of 
the  law  under  which  it  desired  to  acquire  the  control  which  is 
being  opposed  by  the  other  trunk  lines.  It  was  willing  to  take 
a  permit  under  any  of  the  supposedly  pertinent  paragraphs. 

Opponents  of  the  New  York  Central's  control  objected  to 
the  issuance  of  the  conference  ruling  while  the  case  was  pend- 
ing because,  to  them,  such  action  seemed  to  be  a  prejudging 
of  a  pending  case  in  which  the  applicability  of  the  eighteenth 
paragraph  of  the  first  section  was  one  of  the  issues. 


NO  PAYMENT  TO  ALABAMA  CENTRAL 
The  Commission  has  dismissed  an  application  of  the  Ala- 
bama Central  Railroad  Co.,  under  section  204  of  the  transporta- 
tion act,  holding  that  the  company  did  not  sustain  a  deficit  in 
railway  operating  income  during  the  part  of  the  period  of  federal 
control  it  operated  its  property.  The  Commission  said  it  found  it 
necessary  to  disallow  $9,815.01  of"  maintenance  expenditures  dur- 
ing the  period  in  question. 
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NEW  YORK  WATERFRONT 

STORAGE  AND  HANDLING  RATES  ARE  LOW. 
DON'T  LET  GENERALIZATIONS  TURN  YOU 
FROM  WAREHOUSING  MOST  ADVANTAGEOUS- 
LY WITH  US  IN  THE  WORLD'S  GREATEST  PORT. 

OBTAIN  UNQUESTIONED  FACILITIES:  CLEAN- 
DEPENDABLE—  STANDARDIZED  WAREHOUS- 
ING. SELECT  YOUR  WAREHOUSEMAN  AS  YOU 
WOULD  YOUR  OWN  BANKER. 

MERCHANDISE  STORAGE  CO.,  Inc. 


3  6  NORTH  PIER  STREET, 


BROOKLYN.  N.  Y. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


SAVANNAH,      GEORGIA 

Storage— Pool  Car*  Our  Specialty 

H.  H.  BRADLEY  &  CO. 

Personal  Service  Qnlck  Despatch 


JACKSONVILLE.  FLA. 

WIESENFELD  WAREHOUSE  COMPANY 

General  merchandise  storage  and  distribution. 

Prompt  and  intelligent  service. 
Reference* :  Any  jobber,  banker  or  transportation  man  in  the  city. 

DEEP  WATER  AND  RAIL  CONNECTIONS 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 


tm4  ABOTCU  Odb  J  V* 


B.  R.  &  P.  WAREHOUSE,  Inc. 


The  Logical  Distributing  Point 
for  the  Southwest 

General  Merchandise,  Furniture  and  Household  Goods, 

Storage  and  Forwarding. 
Light  and  Heavy  Hauling.     City  Deliveries,  Etc. 

Motor  Equipment. 

Pool  Car  Distributing  and  Forwarding. 
Free  Switching  on  Carload  Lots. 

Caddo  Transfer  and  Warehouse  Company,  be. 

615  Market  Street,   Shreveport,  Louisiana 
P.  O.  Box  No.  62 


INDIANAPOLIS,  IND.f 


Me  Namara  Warehouses 

Unlimited  Service 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  switching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men,  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Four  Sidings 


WACO,  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING—WAREHOUSING 

On*  Block  on  Mary  at  13th  Street 


MUSKOOEE,  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1080  South  Canal  8tr««t,  n«ar  TayMr  atract 

Tsamlni  of  Bv»ry  Description— City  Delivery  tsrvlss  «n« 
Distributer* 


San  Francisco  Warehouse  Co., 


We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 
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COARSE    GRAIN    DIFFERENTIAL 

The   Traffic   World   Washington  Bureau 

Carriers  operating  in  the  western  group  as  defined  in  Ex 
Parte  74  have  petitioned  the  Commission  to  modify  its  order 
in  the  western  grain  case,  No.  12929,  in  so  far  as  that  order 
requires  the  maintenance  of  a  lower  or  different  rate  on  coarse 
grain  than  on  wheat.  This  petition  is  similar  to  one  recently 
filed  by  carriers  in  the  Mountain-Pacific  group  which  resulted 
in  the  reopening  of  No.  12929  in  so  far  as  the  question  of  dif- 
ferentials between  coarse  grain  and  wheat  in  the  Mountain- 
Pacific  group  was  concerned. 

In  a  bulletin  addressed  to  the  state  commissions,  John  E. 
Benton,  general  solicitor  for  the  National  Association  of  Rail- 
way and  Utilities  Commissioners,  by  implication,  has  suggested 
to  the  state  bodies  that  they  had  better  give  some  attention  to  the 
application  for  the  abolition  of  the  coarse  grain  differential, 
restored  by  the  Commission  in  the  western  grain  rate  case, 
after  its  abolition  in  General  Order  No.  28.  In  his  bulletin  to 
the  state  commissions  he  said,  after  quoting  from  the  petition 
of  the  western  carriers,  that  the  railroads,  in  effect,  were 
contending  that  the  Commission  improperly,  in  the  western 
grain  rate  case,  ordered  the  restoration  of  the  differential  be- 
cause, they  contended,  it  was  not  in  issue  at  all.  Mr.  Benton 
quoted  from  his  cross-examination  of  witnesses  to  show  that  it 
was  in  the  case  and,  therefore,  the  state  commissions  had  a 
reason  for  opposing  the  applications.  In  his  bulletin  Mr.  Benton 
said: 

The  carriers  In  the  western  group,  as  defined  in  Ex  Parte  74, 
have  field  a  petition  with  the  I.  C.  C.  asking  to  be  permitted  to 
eliminate  the  differential  between  coarse  grains  and  wheat,  es- 
tablished by  the  decision  in  the  grain  case,  I.  C.  C.  Docket  12929. 
When  the  southwestern  carriers  petitioned  for  like  leave  I  felt 
that,  if  they  were  successful,  other  lines  would  follow  suit,  for, 
on  principle,  if  a  differential  between  certain  grains  is  not  Justi- 
fied on  one  group  of  lines,  it  would  seem  difficult  to  show  that 
it  is  justified  on  another.  The  southwestern  lines  have  an  his- 
torical argument  which  the  other  lines  in  the  western  group 
generally  do  not  have,  and  the  plan  appeared  to  be  to  establish 
the  principle  of  no  differential  upon  the  southwestern  lines  first: 
but  the  carriers  have  reached  the  conclusion,  apparently,  that  the 
commission  will  not  give  preferred  treatment  to  one  group  of 
carriers,  nor  consider  the  application  of  any  group  without  con- 
sidering also  the  effect  of  its  decision  to  be  made  thereon  as  a 
precedent  upon  like  applications  of  other  lines.  At  any  rate, 
this  petition  is  now  filed,  and  commissions  interested  will  evi- 
dently find  it  necessary  to  defend  this  part  of  the  results  which 
they  obtained  in  the  grain  case. 


LOWER  RIVER  RATES  OPPOSED 

The  efforts  being  made  by  various  Illinois  shippers'  organ- 
izations, to  have  the  basis  of  rates  to  New  Orleans  reduced 
without  observing  the  fourth  section,  are  meeting  with  opposi- 
tion from  southern  interior  points  and  from  St.  Louis.  P.  W. 
Coyle,  traffic  commissioner  of  the  Chamber  of  Commerce  of 
St.  Louis,  wrote  a  letter  to  J.  A.  Brough,  traffic  manager  of 
Crane  &  Co.,  Chicago,  and  president  of  the  Chicago  Shippers' 
Conference  Association,  in  which  he  said  that  the  St.  Louis  in- 
terests were  "perfectly  agreeable  to  taking  the  chance  in  meet- 
ing the  competition  of  Atlantic  seaboard  cities,"  so  long  as  the 
St.  Louis  territory  was  "kept  on  a  reasonable  parity  with  the 
middle  west  and  in  the  Ohio  and  Pennsylvania  sections."  Con- 
tinuing, Mr.  Coyle  said: 

The  interior  points  in  the  Mississippi  valley  and  southeastern  ter- 
ritory have  suffered  too  long  in  consequence  of  violations  of  the  fourth 
section  in  that  section  of  the  country,  and  we  are  not  disposed  at  this 
time  to  have  any  such  burden  placed  upon  us,  or  a  renewal  of  its  with 
respect  to  territory  south  of  us.  Therefore,  if  this  proposition  goes 
before  the  Interstate  Commerce  Commission  we  most  assuredly  shall 
oppose  it. 

At  a  joint  meeting  of  the  Southern  Interior  Traffic  Asso- 
ciation and  the  Jackson,  Miss.,  Chamber  of  Commerce,  this 
week,  resolutions  were  adopted  commending  and  thanking  Mr. 
Coyle  and  the  St.  Louis  chamber  for  their  "bold  and  noble 
stand  for  justice  and  the  rights  of  the  interior  people." 

"Be  it  further  resolved,"  the  resolution  concluded,  "that 
we  most  bitterly  condemn  all  actions  by  the  carriers  and  ship- 
pers of  any  community  that  seek  to  again  cast  upon  us  the 
unjust  burden  of  discrimination  in  transportation  tax  which  we 
have  just  thrown  off  by  a  long  and  costly  fight  for  our  rights 
and  that  such  actions  will  be  resisted  by  us  to  the  uttermost." 


STEEL  STRAPPING  FOR  SAFETY 

More  can  be  done  to  insure  safe  and  orderly  delivery  of 
goods  at  a  very  small  expense  by  the  use  of  steel  straps  on 
packing  cases  than  by  any  other  method.  That  is  the  message 
contained  in  a  circular  to  be  sent  out  by  the  committee  on 
freight  claim  prevention  of  the  American  Railway  Association 
next  week.  The  circular,  addressed  to  chambers  of  commerce 
and  shippers  of  merchandise,  asserts  that  the  railroads  are  "not 
asking  shippers  to  add  to  their  packing  expense  for  the  benefit 
of  the  transportation  companies  alone."  It  points  out  that 
"thousands  of  shippers  have  voluntarily  adopted  this  inexpensive 
and  effective  means  of  securing  their  packages,  because  the 


benefits  accruing  to  themselves   and   to  their  customers  more 
than  offset  the  expense  involved. 

The  steel  strap  is  especially  a  preventative  against  loss  by 
pilferage.  In  this  connection  the  circular  says: 

Our  investigations  have  shown:  I.  That  there  is  a  simple  way  to 
eliminate  a  large  part  of  annual  loss  from  pilferage  and  from  inade- 
quate containers  aggregating  many  millions  of  dollars.  2.  That  this 
remedy  imposes  no  hardship  on  anyone.  3.  That,  on  the  contrary,  it 
provides  economies  and  advantages  to  shippers  other  than  the  pre- 
vention of  loss  and  damage  which,  in  themselves,  warrant  its  adoption. 
We  refer  to  the  reinforcement  of  containers — wood  or  fiber — by  steel 
strapping  (either  nailed  on  or  applied  under  tension  and  sealed)  or 
any  of  the  several  systems  of  wire  binding.  This  remedy  stands  out 
because  of  Its  great  effectiveness  and  low  cost. 

A  case  reinforced  with  steel  binding  is  protected  against  pilfer- 
age not  only  while  in  carriers'  possession,  but  also  in  shipper's 
premises,  with  teamsters,  in  public  warehouses  and  In  consignee's  re- 
ceiving department.  Pilferers  show  a  marked  preference  for  unpro- 
tected packages.  As  a  rule,  they  have  to  work  quickly.  They  cannot 
rapidly  remove  steel  binding  with  the  tools  ordinarily  at  hand,  nor 
easily  reunite  a  cut  wire  or  strap.  A  mutilated  band  is  notice  at  sight 
that  the  package  has  been  tampered  with.  Thieves  realize  that  they 
cannot  so  readily  cover  their  tracks  and  prevent  an  Immediate  inves- 
tigation when  they  open  banded  packages.  A  driver  knows  that  the 
bands  must  be  intact  to  obtain  a  clear  receipt  from  the  railroad.  At 
destination  he  knows  that  having  signed  for  a  strapped  package  In 
good  order  he  will  be  suspected,  in  case  of  shortage,  if  the  straps  are 
not  intact  when  he  delivers  it  to  the  consignee. 


INTRASTATE  EXPRESS  RATES 

The   Traffic   World   Washington  Bureau 

In  behalf  of  the  inter-mountain  states,  such  as  Nevada,  Utah, 
and  Arizona,  in  the  argument  on  the  intrastate  express  rate 
case,  John  E.  Benton  said  it  would  be  hurtful  for  the  Commis- 
sion to  order  an  advance  in  rates  in  those  states  because  they 
are  now  so  high,  in  many  places,  that  business  is  being  driven 
to  truck  lines  and  parcel  post.  The  inter-mountain  states  allowed 
neither  the  12.5  nor  the  13.5  per  cent  increase.  He  said  that 
rates  from  Sacramento,  for  instance,  into  Nevada,  in  some  in- 
stances, were  lower  than  rates  between  points  in  Nevada  and 
that  increasing  the  Nevada  rates  would  not  remove  any  dis- 
crimination. He  contended  that  the  disparity  in  rates  did  not 
spell  discrimination  within  the  meaning  of  the  law  but  merely 
differences  due  to  differences  in  transportation  conditions. 

Mr.  Gordon,  for  the  California  commission,  obtained  time 
from  Mr.  Elmquist.  In  closing  his  case  he  suggested  that  the 
.Commission  might  make  a  start  toward  bringing  about  a  more 
satisfactory  condition  by  wiping  out  the  last  increase  of  13.5 
per  cent  and  adding  12.5  per  cent  to  the  rates  in  the  states  where 
no  increase  had  been  allowed. 

Mr.  Benton,  in  his  argument,  said  he  assumed  the  Com- 
mission would  take  judicial  notice  of  the  reductions  in  cost 
of  operation  for  the  express  company  that  had  taken  place  by 
reason  of  the  decision  of  the  Railroad  Labor  Board. 

Commissioner  Hall  raised  some  question  about  reductions  in 
expenses  and  the  state  commissioners  cited  a  decision  of  that 
board,  which,  they  said,  enabled  the  express  company  to  make 
a  saving  of  $26,000,000  a  year  in  wages  alone.  The  fact  that 
that  had  been  done  in  August,  1921,  was  apparently  not  easily 
recalled  by  the  men  on  the  bench. 

A.  B.  Roehl,  for  the  express  company,  in  closing,  took  up 
the  Shreveport  situation  phase  of  the  case,  contending  that 
there  was  competition  between  state  and  interstate  shipments 
by  express,  the  contentions  of  the  California  Commission  to  the 
contrary  notwithstanding. 

Commissioner  Aitchison,  who  had  gone  to  one  of  the  exhibits 
of  the  express  company  intended  to  show  competition,  called  at- 
tention to  the  fact  that  the  data  covered  shipments  in  Christmas 
week,  and  wanted  to  know  whether  the  witness  thought  that 
shipments  of  holly  and  other  Christmas  greens  and  Christmas 
presents  into  California  from  adjoining  states  indicated  compe- 
tition. Mr.  Roehl  thought  that,  if  the  Christmas  presents  came 
from  mail  order  houses,  they  did. 


CONSTRUCTION  PERMISSION  DENIED 
The  Commission  has  denied  the  application  of  the  Shreve- 
port &  Northeastern  Railway  Company  of  Louisiana  for  a  cer- 
tificate of  public  convenience  and  necessity  to  construct  a  rail- 
road in  Webster  and  Claiborne  parishes,  Louisiana,  from  Minden 
to  a  point  near  Junction  City,  which  is  near  the  Arkansas- 
Louisiana  line,  a  distance  of  36  miles.  The  line  is  partially 
constructed  between  Minden  and  Homer,  a  distance  of  20  miles, 
some  work  having  been  done  in  1906,  the  year  after  which  the 
company  was  chartered  by  Louisiana.  The  denial  was  based 
on  the  fact  that,  while  work  was  to  be  done  at  the  present  only 
between  Minden  and  Homer,  the  applicant  did  not  furnish  an 
estimate  of  the  cost.  The  description  of  the  work  to  be  done, 
the  Commission  said,  was  also  lacking  in  some  essentials.  The 
applicant  asked  permission  to  issue  $400,000  of  securities  to 
finance  the  work.  The  lack  of  data  with  regard  to  construction, 
the  Commission's  report  also  showed,  was  duplicated  by  the 
paucity  of  information  as  to  the  traffic  that  might  be  expected, 
the  gross  and  net  revenues.  It  said  that  the  facts  presented  were 
not  sufficient  to  enable  it  to  form  a  reasonably  accurate  judg- 
ment of  the  possibilities  of  the  proposed  line  or  to  indicate  a 
reasonable  prospect  of  success  for  the  enterprise. 
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ROUTE  YOUR  CARGO  VIA 

MobilerGulfporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

Hamburg  and  Bremen 

Wt  Solicit  Genera/  Cargo 

LIVERPOOL  AND  MANCHESTER 

84.  COAHOMA    COUNTY    .Sailing    fr.ai    Mobile   about   Jane   Itth 

LIVERPOOL    AND    BELFAST 

g.    EASTERN     srv  i  Sailing   fr.m   Galfpart   Mar  ftk 

'  (  Sailing   fro.    Mobile    Mar    litk 

LIVERPOOL  AND  GREENOCK 

8.8.  AFOL'NDRIA  i  SelHa*  frea.   Penucola  aboil   Mar   2«lh 

I  Sailing  from  Mobile  .boat  Mar  >»tk 

LIVERPOOL 

8.8.  WEST   HAROA WAY..  .Sailing  freaa  Mabile  akoat  Jane  Jtth 

LONDON  AND  NEWCASTLE 

8.8.  MAIDEN   CREEK \  fcH!11*  !nm  S"^?"1  j'T'i  "ToV* 

I  Sailing  from    Mobile   abeat   Mar   IStk 

LONDON  AND  DUNDEE 

8A  ANTINOCS.; Sailing  fraaa   Mobile  akaet  Jane    l*th 

LONDON 

8.8.  EFFINGHAM Sailing  fraea   MeMIe  aboat  Jane  Itik 

BREMEN  AND  FALMOUTH 

8J.  CLAV ABACK Sailing  fraai  Mobile  akoat  Mar  l*tk 

BREMEN   AND  HAMBURG 

8.8.  WILD  WOOD Sailing   fraea   Mobile  .bout   Jon.    )«ik 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Strvt'c*  Bached  by  II   Ytan'  Experience 


EARN  $250  Per  Mo. 


"Ship  by  Water" 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles.    San  Francisco 

Portland,  Astoria, 
Seattle  and  Tacoma 


Thru  billa  of  Udlnj  l«au«d  to  Sen  DU(o,  Oakland.  Stockton  and 

Sacranvanlo,  California;  Hawaiian  and  Far  Eaat  Portal 

Gray.  Harbor  and  Puavt  Sound,  Waah. 

For  rate*.  Date*  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York  T.I......  .iWfc,  Cra«.  73*4 

Baltimore,  Md.  Philadelphia,  Pa.  Pitt. burgh,  Pa. 

»  South  StTMt  Dn»l  Bulldlnf  Oll».r  Building 

car  Iraaek  OCka.  la  Lea  An,.l.^  Sea  Fr.Miaca.  Parriavd,  Satltle  aid  Tac.au 


A  RAILWAY 

TRAFFIC  INSPECTOR 


H  ELP  WANTED— POSITION  GUARANTEED 

Earn  up  to  $250.00  a  month,  expenses  paid,  in 
this  fascinating  new  profession.  Splendid  opportuni- 
ties through  contact  with  railway  officials.  Travel 
or  remain  near  home. 

Start   at  $110.00  a   Month  with  expenses  paid. 
Prepare  in  three  months'  spare-time  study  at  home. 
Any  average  man  can  easily  qualify. 
POSITION    GUARANTEED,  or  money  refunded. 
You  take  no  risk.     Don't  delay— investigate  now. 

Send  coupon  for  free      /™ 

booklet  today.  i  Standard  Business  Training  Institute 

e..  j    J  D     !  /  Buffalo.  N.  V. 

Ot2n03ffl    DUSK16SS        /    Srnd  me.  entirely  free,  Booklet  No.  D  855.  giving 

Training  Institute 

Buffalo,         /    Nal>1 

N.Y.  /     Street 

______/    City 


_  '.  givin_ 

/full    particulars    about    courae    in    Railway  Traffic 
Irupection. 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

Sai  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "NYANZA,"  From  the  Gulf,  about  May  13th 


SS   "DELCO," 
A-l  Steamer 


SS  "OSAGE," 
SS  "REDHOOK," 
SS  "ELDORADO," 


SS  "HOBOKEN,"  From  the  Pacific  Coa.t,  Early  May 


May  28th 
Late  May,  early  June 


Early  May 
Late  May 
Early  June 


Rate*  quoted,  booking!  and  other  information  furnlabad  upon 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

StaelaBldg. 


SWAYNE  *  HOYT.  In.. 

Oe  Sanaoan*  St. 
San  FrattaUao,  Calaf. 


M  Broad  St. 
N«r  York  Cltr 
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NEW  ENGLAND  DIVISIONS  CASE 

The   Traffic   World   Washington  Bureau 

The  defense  the  Commission  will  make  of  its  order  in  the 
New  England  divisions  case,  the  validity  of  which  has  been  at- 
tacked in  the  United  States  court  for  the  southern  district  of 
New  York  in  Akron,  Canton  &  Youngstown  et  al  vs.  United 
States  of  America  and  Interstate  Commerce  Commission,  has 
been  set  forth  in  a  brief  on  the  subject,  prepared  by  Walker 
D.  Hines  and  J.  Carter  Fort,  which  is  also  signed  by  Chief 
Counsel  P.  J.  Farrell. 

It  is  largely  based  on  the  opinion  of  the  Supreme  Court  of 
the  United  States  in  O'Keefe  vs.  United  States,  240  U.  S.  294,  an 
outgrowth  of  the  Tap  Line  cases  in  which  the  Commission,  with- 
out examining  each  specific  joint  rate,  its  division  and  sub-divi- 
sion among  the  carriers  participating  therein  was  involved;  and 
the  high  commendation  given  by  that  same  tribunal,  in  R.  R. 
Commission  of  Wisconsin  vs.  Chicago,  Burlington  &  Quincy,  bet- 
ter known  as  the  Wisconsin  case,  in  which  the  court  disposed 
of  the  questions  whether  the  Commission  had  exceeded  the 
power  granted  by  Congress  in  section  13  to  remove  discrimina- 
tion against  interstate  commerce,  and  in  section  ISA,  in  which 
Congress  directed  it  to  establish  rates  that,  as  near  as  might  be, 
would  yield  a  fair  return,  or  whether  when  Congress  granted  the 
power  the  Commission  used,  it  went  beyond  the  scope  of  its 
power  derived  from  the  commerce  clause  of  the  Constitution. 

In  the  O'Keefe  case,  one  of  the  points  made  was  that  the 
Commission,  in  prescribing  the  division,  had  not  examined 
each  joint  rate,  nor  had  it  gone  sufficiently  into  the  details  of  the 
Louisiana  &  Pacific,  the  tap  line  that  was  affected  by  the  order 
called  in  question,  to  enable  it  to  make  a  just  decision  on  the 
question  of  a  proper  division  for  the  tap  line.  The  court  said: 

But,  besides  these  details  as  to  this  line,  the  commission  had  be- 
fore it,  as  its  reports  snow,  a  mass  of  evidence  relating  to  numerous 
other  tap  lines,  operated  under  somewhat  similar  circumstances,  in- 
cluding evidence  as  to  the  allowance  actually  made  to  them  out  of 
the  joint  rate.  Evidence  of  what  was  allowed  on  these  tap  lines  had 
a  tendency  to  show  what  was  reasonable  and  therefore  permissible 
upon  other  tap  lines,  including  the  Louisiana  &  Pacific.  It  is  said 
there  was  no  evidence  to  enable  the  commission  to  fix  a  just  compen- 
sation to  that  line  for  a  haul  of  a  given  number  of  miles  as  compared 
with  the  just  compensation  for  a  haul  of  a  greater  or  lesser  number 
of  miles;  no  evidence  as  to  terminal  expenses,  or  cost  of  road  haul 
or  the  relation  between  these  factors,  or  as  to  other,  elements  which 
should  be  taken  into  account  in  fixing  a  division  according  to  the 
length  of  haul.  But  the  evidence  showed  that  some  limitation  was 
called  for,  and,  in  general  at  least,  furnished  the  materials  upon 
which  to  base  it.  A  tribunal  such  as  the  Interstate  Commerce  Com- 
mission, expert  in  matters  of  rate  regulation,  may  he  presumed  to  be 
able  to  draw  inferences  that  are  not  obvious  to  others. 

In  the  Wisconsin  case  the  court  commended  the  clause  the 
Commission  puts  into  all  its  decisions  in  important  cases  that 
if  any  carrier  or  state  commission  had  a  situation  in  which  the 
order  in  the  case  worked  injustice,  the  facts  might  be  brought 
to  its  attention.  Such  a  saving  clause  was  put  into  the  New 
England  divisions'  case.  The  brief  calls  attention  to  the  fact 
that  if  the  Central  Railroad  of  New  Jersey,  Erie  and  other  car- 
riers contesting  the  order  have  facts  with  regard  to  themselves 
showing  they  should  not  be  included  in  the  order,  the  way  is 
open  for  them  to  come  in  and  ask  for  their  exclusion  from  the 
terms  thereof.  The  court,  in  the  Wisconsin  case,  commenting 
on  that  part  of  the  Commission's  report,  said: 

In  a  general  order  thus  supported,  possible  injustice  can  be 
avoided  by  a  saving  clause  allowing  anyone  to  except  himself  from  the 
order  by  proper  showing. 


SALT  RATE  CONFERENCE 

Something  in  the  nature  of  a  general  inquiry  into  the  salt 
rates  of  the  United  States  will  be  necessary  in  order  to  bring  any- 
thing like  order  out  of  the  situation,  in  the  opinion  of  a  num- 
ber of  shippers  and  carriers  present  at  the  conference  on  salt 
rates,  held  May  11,  in  the  rooms  of  the  Central  Freight  Asso- 
ciation, at  Chicago.  Although  the  advisability  of  recommend- 
ing such  a  course  to  the  Commission  was  discussed,  no  agree- 
ment was  reached,  and  the  most  that  that  body  is  likely  to  hear 
about  the  conference  is  a  report  that  the  parties  could  not  agree. 

Discussion,  it  was  said  after  the  meeting,  was  plentiful,  but 
the  only  thing  even  remotely  resembling  a  concrete  proposal 
emanating  from  the  carriers  was  the  insistence  by  the  Frisco 
line  that  a  rate  be  published,  from  the  Kansas  salt  fields  into 
Chicago  on  the  Louisiana-Chicago  basis  of  $5.13  a  ton.  Even 
that  could  not  be  called  definite,  since  the  Frisco  does  not  enter 
Chicago  on  its  own  rails,  and  concurrence  of  the  C.  &  E.  I.  and 
the  Alton  will  be  necessary  in  order  to  make  the  proposal  a 
fact. 

Kansas  interests  were,  of  course,  glad  to  hear  the  news,  but 
a  storm  of  opposition  arose  from  the  Michigan  and  the  New 
York  interests.  The  former  insisted  that  if  an  effort  was  to  be 
made  to  put  the  Kansas  mines  into  the  Chicago  market,  they 
should  have  the  opportunity,  through  appropriate  adjustments, 
to  get  into  the  Missouri  River  markets  and  St.  Paul,  and  the 
territory  between  Chicago  and  those  points. 

Specifically   stated,   the   conference  was   a   failure — on   that 


point  at  least  there  was  Mime  semblance  of  agreement.  The  re- 
fusal of  the  Commission  to  allow  the  Illinois  Central  to  reduce 
the  Louisiana-Chicago  rate  from  $5.13  to  $4.20  (I.  and  S.  1398, 
recently  re-opened  for  further  argument),  gave  rise  to  the 
thought  that  the  eastern  salt  interests  might  be  able  to  persuade 
the  Commission  to  suspend  the  proposed  reduction  from  $7.00  to 
$5.13  in  the  Kansas-Chicago  rate. 

If  that  was  done  the  situation  would  remain  substantially 
where  it  is  today.  The  failure  of  the  carriers  to  make  any  stren- 
uous efforts  to  make  order  in  the  salt  rate  adjustment,  was 
taken  by  some  as  an  indication  that  they  would  welcome  an  in- 
vestigation such  as  has  been  suggested  might  be  ordered  by  the 
Commission. 


FOURTH  SECTION  HEARINGS 

Examiner  H.  W.  Johnson  began  a  series  of  hearings  in 
Chicago,  May  8,  the  object  of  which  were  to  help  the  Commis- 
sion clear  from  its  records  remnants  of  fourth  section  applica- 
tions filed  by  W.  H.  Hosmer,  former  tariff  filing  agent  for  the 
Western  Trunk  Line  Committee,  and  by  individual  carriers, 
prior  to  February  17,  1911.  Seventeen  applications  were  men- 
tioned in  the  order  for  hearing,  most  of  which  were  filed  by 
Hosmer,  and  the  remainder  by  the  Chicago  &  Alton,  C.  &  G.  W., 
C.  M.  &  St.  P.,  C.  R.  I.  &  P.,  C.  St.  P.  M.  &  O.,  M.  St.  P.  & 
S.  S.  M.,  and  the  Illinois  Central.  Other  applications,  not  men- 
tioned, but  which  were  filed  prior  to  February  17,  1911,  the 
Commission  said,  would  also  be  heard. 

Generally  th.e  matters  involved  were  of  a  routine  nature. 
Some  of  the  applications  have  been  allowed  in  part  and  rates 
on  them  have  been  in  effect  for  many  years.  Some  interest 
was  manifested  in  the  question  whether  "lower  rates  for  longer 
than  for  shorter  hauls  were  reasonably  compensatory,"  a  phase 
which  the  Commission  said  should  be  gone  into.  At  the  hear- 
ing it  developed,  however,  that  little  if  any  testimony  and  data 
on  that  subject  would  be  entered. 


RATES  ON  CREAM  TO  ST.  LOUIS 

A  mileage  scale  on  milk  and  cream  in  five,  eight  and  ten 
gallon  cans,  to  apply  for  distances  up  to  350  miles  on  the  L.  & 
N.  railroad,  was  asked  by  the  complainants  in  No.  13432, 
Beatrice  Creamery  Co.  vs.  L.  &  N.,  hearing  in  which  was  held 
before  Examiner  P.  F.  Gault,  in  Chicago,  May  5.  The  request 
for  rates  for  the  future,  however,  did  not  seem  to  be  the  major 
part  of  the  complaint,  most  of  the  testimony  of  the  complainants 
being  directed  toward  alleged  unreasonable  charges  on  milk  and 
cream  moving  from  stations  in  Kentncky  and  Tennessee  to  St. 
Louis,  in  the  period  from  July  1  to  November  4,  1920,  on  which 
reparation  of  $743.38  was  asked. 

It  was  alleged  by  E.  F.  Scott,  traffic  manager  for  the  creamery 
company,  that  the  rates  charged  in  the  period  mentioned,  from 
Clarksville  and  St.  Bethlehem,  Tenn.,  and  Trenton  and  Pem- 
broke, Kentucky,  to  St.  Louis,  were  assessed  on  the  combina- 
tion over  Evansville,  although  the  shipments  did  not  in  fact 
move  through  that  point.  From  Clarksville.  for  instance,  the 
rate  charges  were  97  cents  prior  to  and  $1.165  subsequent  to 
Ex  Parte  74  on  the  ten-gallon  cans,  and  progressively  less  on 
the  smaller  cans.  These  rates  were  alleged  to  be  unreasonable 
to  the  extent  that  they  exceeded  a  scale  starting  with  61.5  cents 
for  the  largest  package. 

On  November  4,  1920,  the  witness  said,  the  rates  were  re- 
duced to  a  commodity  basis  of  74  cents,  Clarksville  to  St.  Louis, 
for  all  sizes  of  cans.  This  rate  was  alleged  unreasonable  be- 
cause of  the  fact' that  no  lower  rate  was  provided  for  the  smaller 
sizes. 

The  carrier  claimed  the  rates  were  reasonable  because  the 
service  provided  was  chiefly  on  passenger  trains  and  the  goods 
carried  were  susceptible  to  great  risk.  W.  Burger,  attorney  for 
the  L.  &  N.,  said  that  his  road  did  not  think  it  would  be  a 
profitable  venture  to  put  in  a  mileage  scale  on  cream  for  as  long 
distances  as  350  miles.  He  objected  to  such  a  procedure  also, 
because  of  the  complainants'  contention  that  the  C.  F.  A.  scale 
would  be  the  proper  one  to  apply. 


GUARANTY   APPLICATION    DENIED 

The  Commission  has  dismissed  the  application  of  the  Ashe- 
ville  Southern  Railway  Co.  for  the  benefits  of  section  209  of  the 
transportation  act  because  the  results  of  the  company's  opera- 
tions during  the  guaranty  period  will  be  covered  in  the  settle- 
ment with  the  Asheville  &  Craggy  Mountain  Railway  Co. 


CHANGES   IN    DOCKET 

Hearing  in  11842,  General  Iron  Works  vs.  Director-General, 
C.  C.  C.  &  St.  L.  et  al.,  assigned  for  May  12,  at  Tulsa,  Okla., 
was  postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  13645,  the  Pure  Oil  Co.  vs.  Director-General, 
assigned  for  May  13,  at  Columbus,  O.,  was  canceled. 

I.  and  S,  1540,  tobacco  from  Ohio  River  crossings  and  ad- 
jacent points  to  gulf  ports  for  export,  was  set  for  hearing  in 
Louisville,  May  12,  before  Examiner  Cassidy. 
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NEW  YORK-  LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via   PANAMA    CANAL 

WEST  COAST  CENTRAL  AMERICA.  MEXICO 


C.llinf  ml  Norfolk.  Va.;  Corinto,  Nicaragua,  La  Libortad,  Salvador; 
San  Joaa  d«  Guatemala  and  Manxanillo     Havana.  Eaitbound 

S.S.  ECUADOR  tail*  from  N*u>  York  May  33nd 
S.5.   VENEZUELA  >ai7»  from  San  Franciico  May  Mlrt 

Sailing  about  OTOJT  17  <lar«  tlvorW  tar 
Afl  Wow  York  Salll«».  from  Piar  U.  Atlantic  TormloaJ.  •iiafclt» 

PANAMA  SERVICE 

•atmaa  Saa  Fraaeiata.  Lai  Aaralaa.  Matin.  Control  Aaiarica  aarf  Caaal  Z«~  . 
S.5.   CUBA  fail*    from    San  Francitco  May  39th 


10  Han 


and  Sailing*  about  arory  22  H«jr«  thofoaftar 

PACIFIC  MAIL  S.  S.  COMPANY 

tt  Squaro.  Now  York  MS  California  St.,  San  Fi 

503  So.  Spring  St.,  AlumndrU  Hotal.    Loo  Angola. 


"The  Sunshine  Belt  to  the  Orient" 


TRANS-PACIFIC  SERVICE 

MB  to  Honolulu.  Yokohama.  KoW, 


Manila.  Hongkong 

IMT  and  Fraifht  Sailing i  by  New  and  Liurunou*  U.  S. 
Shipping  Board  t. i nan : 

S.S.  President  Lincoln  sails  .  .  .  May  13th 

5.5.  Golden  State  sails June  3rd 

5.5.  Empire  State  sails June  24th 

•ad   approximately   every  2 1  day*   thereafter. 

San  Frinciseo-M  ANILA-Hoagkoni  Service  via  •••olaln 

5.5.    PrniJrnt   Harriion     ....         June   lit 

S.S.    PrttiJtnt  Haye* July  6th 

and  avarr  IS  dara  th«r«a/tar 


r  to  amf  rmilmaA  or 


CO. 


PACIFIC  MAIL  STEAMSHIP 

IB 

tS«..  AJomandrU  Hot.1.  .-.-•--- 

rtimmt 


»i  U.  a. 


H.T. 


BALTIC  SONDINAVIAN 

FAST  FREIOHT  SERVICE 


T§ — Copenhagen,  Riga,  Reval  and  Helsingfors 

Other  Baltic-Scandinavian  Port*  ••  Cargo  Offer* 

U.  S.  S.  B.   A  1   Steel   Steamers   Carrying  U.  S.  Mail 

FROM  PHILADELPHIA 

S.  S.  Belvidere First  Ha  If  May 

FROM  NEW  YORK 

S.  S.  Belvidere Last  Half  May 

(Now  Receiving  Pier  it,  Brooklyn) 

Through  Bills  of  Lading  to  all  Baltic  and 
Scandinavian  Ports 

Whan  ihlpplni    10  Balttt-ScanJinmrian  foeli  ma*tl/r 


STEAMSHIP  COMPANY, INC 

2  STON  E  ST.  N.Y.C.  Bowling  Oreen  2953-6 


Philadelphia  Agents:  S.L.BURGESS  &  CO, 
928  LAFAYETTE  &i.QG.lo/r.dan/2972 


Pf'  World  -Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Gal  res  ton 


TO 


Brunswick 


London 
Liverpool 
Manchester 
Glasgow 


Aronmouth 

Southampton 

Antwerp 

Hamburg 


Danzig 
Gibraltar 
Genoa 
Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  F*tt*rolf.  Frtiihl  Traffic  Manaitr 

ID    Haft.  G.«    Wartar*  Fratakt  Aft        T.  0.    M«rtln.   N.   W.   Fralakl  Aft. 
X   aaata   La  Sell*  Mnai,  Mttrooolltm    Lid    BilldlM. 

CMiMi.    lllla«l«.  Ml»ai><>lli.    Mini. 

1.    J.    HaCoaatll.    Stuthwaittn    Fraifht    Artnt. 
11*1     Lot.it    StnMt.    M.    Looli.     Ho. 


r  Yar*.  I  BnMaWajr 
(4    - 


4  JSfc  §8W 

Ha,.    B*m.    I 


Nn>    OrlMM.     HIMmla    Bank    Bldi. 
CthMtaa     Cattoa    Eiuhuat   Bldi. 
Norfolk.  Fl.llraa  Bldi. 


TafMfe   IM rg&il   •aik'sMr* 


•••»•  •!«••«>•.  .<>«»•..  |wa*aa,    Bldf 

Llx 


MoMla.    Ala..     H.DlU    

Portland.    Mi..    I    udta    Stnat. 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Ralei  and  Particular*  Apply  to 

Atlantic-Gulf   &  Pacific 
Steamship   Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Phil.dflphi. 

in  a.  rwrt  at. 

Pltub.rih 
1*17    OUTar    Bttilrlinc 

fUTianak.   Ca. 
BaTainah  Bank  aV  Truit  Blaf . 

Laa    Aiwalaa,    CaL 
417     V.a    N«7«    Blar. 


New  Yark 
4J    Broadway 

< 'I  IT  aland 

MS  Tho  Arcado 

iiakland.    ral. 

Parr    Terminal 

Portland,    Or*. 

Ml    Till.    *   Troat    Bldr. 


14*1    L.   C.   Brnlta   Bide..   8»atll».    Wa.h. 

4(1    Kllitott    8«.    Bid*.,    Buffalo.    N.    T. 
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RAIL  HEADS  TO  DINE  AT  WHITE  HOUSE 

The  Traffic  World  Washington  Bureau 

Fifteen  leading  railroad  executives  have  been  invited  to 
dinner  at  the  White  House  the  evening  of  May  20,  it  was  an- 
nounced officially,  May  9,  at  the  President's  conference  with 
newspaper  men.  The  fact  that  the  Invitation  had  been  sent  to 
the  executives  came  out  In  the  following  manner:  A  question 
was  submitted  to  the  President  as  to  a  rumor  from  Cleveland 
to  the  effect  that  the  Commission  had  put  the  general  rate  in- 
vestigation case  up  to  the  President  for  final  decision  and  that 
a  decision  would  not  be  handed  down  for  about  three  weeks. 
In  the  reply  to  that  question  it  was  emphasized  that  the  Com- 
mission had  not  put  up  the  rate  decision  to  the  President;  that 
it  would  have  no  right  to  do  such  a  thing;  and  that  the  Presi- 
dent had  nothing  to  do  with  the  rate  decision. 

It  was  then  announced  that  the  railway  executives  had  been 
invited  to  the  White  House  to  discuss  questions  of  policy  which, 
under  the  law,  are  fixed  by  Congress.  It  is  understood  that 
the  main  question  of  policy  to  be  considered  is  with  reference 
to  the  rule  of  rate-making  in  the  transportation  act  and  its 
effect,  both  on  the  Commission  and  on  the  carriers.  It  is  the 
view  of  some  of  the  President's  advisers  that  the  result  of  the 
existing  rule  of  rate-making  is  high  rates  in  times  of  depression 
and  low  rates  in  times  of  business  activity  and  that  the  rule 
should  be  modified. 

It  is  understood  that  the  railway  executives  have  not  been, 
advised  of  the  purpose  of  the  dinner,  except  that  the  President 
desired  to  talk  over  the  railroad  situation  with  them.  As  far 
as  could  be  learned  there  is  no  connection  between  the  dinner 
party  and  the  pending  rate  case. 

It  can  be  stated  authoritatively  that  there  was  no  foundation 
for  reports  in  the  press  that  the  Commission  was  said  to  have 
concluded  that  It  could  not  legally  compel  reductions  in  rates. 
It  was  understood  that  a  majority  of  the  Commission  favored 
reductions  in  rates  and  that  a  conclusion  might  be  reached  in 
the  rate  cas'e  any  time.  • 

Investigation  discloses  that  whatever  President  Harding  has 
in  mind  probably  originated  with  Secretary  Hoover  rather  than 
from  any  Commission  sources.  There  is  a  belief  on  the  part  of 
some  that  the  President  may  have  been  told  that  the  Commis- 
sion was  being  hampered  by  the  rate-making  section  and  that 
he  wishes  to  talk  with  the  railway  executives  about  the  section 
and  also  the  possibility  of  making  voluntary  rate  adjustments; 
but  as  far  as  can  be  learned  such  information  did  not  come  from 
the  Commission. 

The  announcement  at  the  White  House  was  indefinite  as  to 
the  purpose  of  the  conference  with  the  executives. 

Less  than  twenty-four  hours  after  President  Harding  had 
announced  his  dinner  for  railroad  executives  the  move  was  being 
considered  as  politics  and  nothing  but  politics  from  the  point 
of  view  of  the  man  not  exclusively  interested  in  the  rate  side 
of  the  matter.  As  to  whether  it  was  good  politics  or  otherwise, 
there  might  be  a  question. 

The  fundamental  premise  was  that  President  Harding,  like 
better  informed  men,  had  come  to  the  conclusion  or  had  been 
told  that  the  decision  of  the  Commission  on  the  general  rate 
inquiry  would  not  give  as  great  reduction  in  rates  as  he  had 
expected  when,  in  April,  1921,  he  told  Congress  rates  must  come 
down,  and  thereby  committed  himself  to  a  campaign  for  the  re- 
duction of  transportation  costs.  In  other  words,  he  would  not 
be  shown,  by  that  report,  to  have  achieved  a  notable  victory  or 
a  victory  at  all. 

As  a  politician,  it  is  suggested,  he  saw  the  necessity  for  an 
explanation  to  those  who  might  have  been  led  or  misled  into 
believing  that  because  he  got  ba_ck  of  the  demand  for  reduc- 
tions, a  big  victory  would  be  achieved. 

The  second  premise  is  that  some  of  the  railroad  attorneys 
have  indicated  their  belief  that  under  the  rate-making  section  the 
carriers  could  not  make  voluntary  reductions  in  rates  without 
running  the  danger  of  having  the  Commission  hold  that  they 
had,  by  such  reductions,  estopped  themselves  from  asking  for  in- 
creases. Some  of  the  commissioners,  at  times,  asked  questions 
which  might  be  construed  as  indicating  that  they  had  the  estop- 
pal  idea  in  their  heads. 

At  one  time  the  idea  was  more  prevalent  than  now  that  one 
of  the  effects  of  section  15A  was  to  petrify  rates  and  deprive 
railroad  executives  of  some  part  of  the  discretion  about  rates  they 
had  theretofore  exercised. 

Apparently  that  idea  got  to  the  White  House,  because  one  of 
the  declarations  made  in  connection  with  the  denial  of  a  report 
that  the  Commission  had  dumped  the  rate  case  on  the  President's 
desk  because  it  had  come  to  the  conclusion  that  it  had  not  the 
power  to  make  any  reductions,  was  that  the  Commission  could 
not  decide  matters  of  policy,  because  the  law  makes  the  policy 
and  Congress  alone  could  deal  with  policies;  therefore,  the 
President  had  decided  to  call  in  the  executives  to  discuss  policies. 
The  connection  between  the  Commission's  report  and  the 
President's  dinner,  if  any,  was  to  be  found,  it  was  thought,  in 
the  belief  that  the  reductions  would  not.  be  as  great  as  his 
utterances  had  led  the  country  to  believe  they  might  or  should 


be,  and  that  the  reason  they  would  not  be  as  big  as  expected 
was  the  fact  that  the  law  seemed  to  make  it  impossible  for 
the  Commission  to  give  greater  relief  than  it  was  about  to 
order. 

There  was  no  perceptible  foundation  for  the  report  that  the 
President  would  take  up  the  subject  of  greater  voluntary  re- 
ductions. He  tried  that  way  of  handling  the  high  rate  situa- 
tion last  fall  when,  as  a  result,  it  is  believed,  of  the  activity 
of  Secretary  Hoover  and  the  President,  the  commissioners  and 
the  executives  were  persuaded  to  sit  down  in  conferences  from 
which  the  public  was  excluded,  and  discuss  reductions  in  rates, 
supposed  to  be  wholly  voluntary. 

The  President's  plan,  so  far  as  it  had  developed,  seemed  to 
be  that  the  law  as  it  stood  on  the  books  made  it  impossible 
for  either  the  executives  or  the  Commission  to  move  as  freely 
as  desirable — hence,  the  desirability  of  a  talk  between  him  and 
the  railroad  executives. 

A  thought  among  those  who  have  an  idea  that  the  Presi- 
dent's dinner  to  the  railroad  executives  will  be  for  the  better- 
ment of  the  political  fortunes  of  the  administration  is  that  the 
primary  in  Indiana  may  have  suggested  to  the  President  that 
freight  rates  constitute  a  subject  near  the  hearts  of  the  voters 
and  that,  inasmuch  as  it  was  a  moral  certainty  the  reductions 
the  Commission  was  about  to  make  would  not  be  drastic,  it 
would  be  desirable  to  have  the  impression  go  abroad  that  the 
inelasticity  of  the  law,  and  not  the  Commission  or  the  President, 
was  responsible  for  the  failure  to  realize  the  hopes  created  by 
the  President's  declaration  to  Congress  in  April,  1921,  that  rates 
were  too  high  and  must  come  down. 

In  the  Indiana  campaign  which  resulted  in  the  nomination 
of  former  Senator  Beveridge,  the  victor  had  devoted  himself 
to  much  talk  about  the  strangling  effect  of  high  freight  rates. 
The  defeat  of  Senator  New,  one  of  the  President's  closest  per- 
sonal and  political  friends,  it  is  believed,  may  have  suggested 
to  the  President  the  desirability  of  having  a  reason  'or  an  excuse 
for  the  failure  of  the  year's  advocacy  of  reduced  freight  rates 
to  result  in  more  of  a  cut  than  the  Commission  was  expected 
to  make.  Failure  of  the  Commission  to  cut  deeper  can  be  at- 
tributed, in  that  reason  or  excuse,  to  the  restraining  influence 
of  the  rate-making  section  and  the  failure  of  the  carriers  to 
earn  an  adequate  return. 

Secretary  Hoover,  whose  thoughts  on  transportation  are  be- 
lieved to  influence  greatly,  if  not  wholly  to  guide,  the  President, 
at  various  times  has  indicated  that,  in  his  opinion,  it  would  be 
well  for  the  railroads  and  tend  to  get  them  back  to  normalcy,  if 
their  executives  would  adopt  a  policy  of  making  reductions  such 
as  the  Commission  perhaps  could  not  order. 

The  possibility  of  a  discussion  of  a  policy  for  the  rail  ex- 
ecutives to  follow,  rather  than  a  discussion  of  a  change  in 
policy  by  a  change  in  the  law,  as  the  subject  for  consideration 
at  that  dinner,  has  been  recognized.  The  inference,  however, 
has  been  that  the  President  wanted  to  talk  about  policy  as  em- 
bodied in  law  because  the  announcement  at  the  White  House 
contained  the  declaration  that  the  law  established  the  policy. 
The  law  does  not  establish  the  policy  of  rail  executives,  except 
in  so  far  as  section  15-A  might  constrain  them  to  avoid  reduc- 
tions lest  it  be  contended,  by  the  Commission,  that  such  volun- 
tary reductions  would  estop  them  from  coming  back  to  the 
Commission  with  requests  for  increases  in  rates. 

A  discussion,  at  a  White  House  dinner,  of  policy  to  be 
followed  by  the  executives,  regardless  of  any  seeming  inhibi- 
tions of  the  law,  therefore,  would  be  just  as  much  in  point  as 
a  discussion  about  a  change  in  the  law  which  makes  the  public 
policy.  Under  the  wording  of  the  announcement  from  the  White 
House,  either  or  both  kinds  of  policy  could  be  discussed  if  the 
President  were  anxious,  as  suspected,  to  show  the  public  that 
failure  to  obtain  as  great  reductions  as  some  of  those  who  read 
the  Harding  address  to  Congress  might  have  thought  would  be 
forthcoming,  was  due  to  the  law  or  lack  of  a  policy  by  the  rail 
executives. 

Secretary  Hoover,  whose  influence  is  believed  to  have 
brought  about  the  dinner,  has  mentioned  the  subject  of  a  policy 
on  the  part  of  the  rail  executives  more  liberal  in  the  matter  of 
reductions  than  could  be  followed  by  the  Commission.  In  a 
speech  to  the  Chamber  of  Commerce  of  the  United  States,  in 
February,  he  referred  to  the  desirability  of  such  a  policy,  as 
follows : 

I  do  not  assume  for  the  moment  that  we  can  impose  upon  them 
a  reduction  of  rates,  for.  as  the  senator  has  pointed  out,  it  amounts 
to  a  confiscation.  But  it  would  appeal  to  me,  and  I  think  to  most 
business  men,  that  if  our  railway  managers  were  willing  to  concede 
to  the  public  month  by  month  in  the  reluction  of  rates  every  penny 
that  they  earn  in  excess  of  their  necessary  bond  interest,  taking  the 
railways  as  a  whole,  they  will  gain  in  rapidity  of  adjustment  and  in 
their  own  ultimate  returns.  Many  of  our  rates  are  at  the  point  of 
diminishing  return  and  beyond  it.  and  I  believe  that  if  we  could  see 
an  amelioration  of  rates  parallel  with  every  economy  in  operation 
that  our  managers  can  produce,  we  will  have  expedited  the  entire 
recovery  of  our  economc  fabric.  (Traffic  World,  February  11,  1922, 
p.  322.) 

In  his  statement  before  the  Commission  February  3  Mr. 
Hoover  said: 

During  the  past  eight  months  the  railways  have  made  many 
thousand  readjustments  of  local  rates  in  endeavoring  to  heal  local 
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PACIFIC  COAST  STORAGE 

The  PORT  OF  TACOMA  offers  storage  facilities 
on  its  PIER  ONE  for  the  assembling  of  shipments  of 
lumber,  steel  rails,  plates,  machinery  and  all  heavy  and 
bulky  cargo  at  low  rates  and  with  generous  free  time 
privileges. 

Ships  of  all  lines  call  at  this  dock. 

* 
• 

PORT  OF  TACOMA 

612  Tacoma  Bldg. 
Tacoma,  Washington 


Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIBECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  farther  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
•••sons  of  the  year  and  in  any  weather. 

Writ,  for   lllu,t,ml,d  Book,  fort   M*f»  tnd  //ardor   /nformmllon 

Board   of   Harbor   Commissioners 

LOS  ANGELES,  U.  S.  A. 
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distortion*,  but  I  am  convinced  that  the  whole  railway  rate  structure 
needs  a  most  systematic  overhaul  in  the  light  of  these  new  economic 
forces  that  have  been  brought  Into  play. 

We  obviously  must  maintain  the  average  rate  that  will  support 
our  transportation  systems  adequately  and  such  an  overhauling  of  rates 
might  well  mean  the  advancement  of  rates  in  certain  commodities  In 
order  that  compensation  can  be  given  to  others  where  there  is  undue 
duress. 

Secretary  Hoover  May  11  declined  to  discuss  in  any  way  the 
subjects  that  might  be  taken  up  at  the  President's  dinner.  He 
said  any  light  on  that  matter  would  have  to  come  from  the  White 
House.  There  has  been  no  further  statement  from  the  White 
House  nor  has  a  list  of  the  executives  invited  or  to  be  invited 
been  made  public. 


REPORT   ON   RATE   INQUIRY 

The  Traffic  World   Washington  Bureau 

The  final  vote  of  the  commissioners  on  the  general  rate  in- 
quiry has  been  taken.  The  time  for  the  promulgation  of  their 
report,  at  the  time  this  was  written,  was  largely  a  question  of  the 
mechanical  possibilities  of  the  government  printing  office  and 
the  clerical  force  of  the  Commission.  However,  the  thought  was 
that  it  might  get  to  the  public  May  13. 

As  to  what  it  would  contain  there  was  not  much  vital  dis- 
agreement. No  informed  person  expected  any  drastic  orders.  No 
one  expected  anything  in  the  way  of  orders  reducing  passenger 
fares,  although  railroad  managers  and  railroad  lawyers  gener-  • 
ally  admitted  that  the  people  of  the  country  seemed  to  be  more 
interested  in  that  than  in  anything  else. 

No  one  expected  a  reduction  in  class  rates,  as  such,  although 
it  was  admitted  that  if  reductions  were  ordered  on  coal,  class 
rates  on  which  fuel  oil,  its  competitor,  were  carried,  might  have 
to  be  brought  down  by  the  publication  of  rates  on  fuel  oil  as 
commodity  rates,  or  as  exceptions  to  the  classification. 

Commissioners  had  been  close-lipped  as  to  what  they  would 
hold,  but  one  thought  held  by  practically  every  one  was  there 
would  be  no  such  thing  as  a  general  percentage  reduction  in 
freight  rates,  such  as  advocated  by  the  National  Industrial  Traf- 
fic League  and  those  who  followed  its  lead  in  advocating  the 
removal  of  increases  by  the  same  method  that  had  been  used  in 
making  them. 

An  almost  as  general  thought  as  that  there  would  be  no  gen- 
eral percentage  reduction,  was  that  reductions  would  be  ordered 
on  a  selected  list  of  commodities,  as  to  which  the  testimony  tend- 
ed to  show  the'rates  were  so  high  that  they  tended  to  reduce  the 
volume  so  greatly  that  the  railroads  suffered  rather  than  bene- 
fited by  the  high  rates.  Every  one  who  had  made  up  a  list  of 
commodities  to  be  thus  favored,  in  some  particulars,  disagreed 
with  everyone  else.  There  were  fewer  disagreements  about  coal 
than  as  to  any  other  commodity.  Another  thought  that  was 
fairly  general  was  that  the  Commission  would  forbid  the  restora- 
tion of  the  rates  on  products  of  the  farm,  range,  orchard  and 
garden  that  were  put  down  January  1  for  a  period  of  six  months. 
JThe  tariff  schedules  then  filed  provide  for  the  expiration  of  the 
lowered  rates  with  the  close  of  business  June  30. 

Notwithstanding  these  general  impressions,  the  number  of 
facts  commissioners  have  given  out  was  so  small  that  really 
no  one  man  could  honestly  say  he  knew  anything  as  a  certainty 
about  their  decision.  Such  facts  as  were  known  were  that  such 
and  such  commissioners  were  opposed  to  such  and  such  things. 
However,  the  things  they  would  do  when  the  necessity  for  mak- 
ing compromises  came,  was  not  known,  and  assertions  that 
such  and  such  a  thing  was  a  guess  were  no  more  than  shrewd 
guesses,  based  on  more  or  less  accurate  knowledge  of  what 
had  taken  place  before  the  compromising  was  begun. 

Only  by  compromise  were  the  commissioners  able  to  arrive 
at  a  conclusion.  No  one  commissioner  could  get  out  of  the 
decision  all  he  hoped  for.  That  was  made  obvious  in  the  earli- 
est conferences  on  the  subject,  when  the  commissioners,  in  a 
broad  way  of  speaking,  divided  into  three  groups,  as  nearly 
balanced  as  eleven  men  could  be. 

At  the  time  this  was  written  the  thought  was  that  the  Com- 
mission's order,  or  suggestion,  if  a  positive  order  were  not  em- 
bodied in  the  report,  would  be  to  make  the  reduced  rates  effect- 
ive July  1,  the  first  day  of  the  second  half  of  the  fiscal  year. 
An  earlier  date  would  be  impracticable,  because  the  law  directs 
that  thirty  days  be  given  for  compliance  with  an  order  requiring 
changes  in  rates,  rules  or  anything  else  requiring  publication. 
Even  if  the  order  requires  the  establishment  of  the  new  rates 
not  later  than  July  1,  it  would  not  be  surprising  if  the  rates 
were  not  made  operative  until  later  dates,  because  a  rate  re- 
vision downward  is  more  difficult  than  one  upward,  if  the  up- 
ward revision  is  to  be  made  by  percentage. 

Only  one  thing  makes  for  speed  in  the  reduction  of  rates. 
No  railroad  can  do  much  business  while  there  is  an  uncomplied 
with  order  of  reduction  outstanding.  All  the  tonnage  possible 
is  held  back  pending  the  effective  date  of  the  lowered  rates. 

While  there  had  been  suggestions  at  various  times  during 
the  pendency  of  the  case  about  proceedings  by  the  railroads  to 
prevent,  by  court  action,  the  operation  of  any  order  the  Com- 
mission might  issue  requiring  rates  to  be  produced,  there  was 
no  thought,  at  the  time  the  report  was  known  to  be  imminent, 


that  such  action  would  be  taken.  The  thought  was,  of  course, 
that  no  drastic  orders  would  be  issued  and  therefore,  an  appeal 
to  the  courts  would  be  met  by  the  inquiry  from  the  bench: 
"How  do  you  know  these  rates  will  be  confiscatory,  or  yield  less 
than  the  rate  of  return  Congress  has  admonished  the  Commis- 
sion to  try  to  provide  for  you?  You  have  not  tried  them.  We 
think  that  if  you  tried  them  and  found  them  so  destructive,  the 
Commission  itself  would  change  them  rather  than  wait  for  an 
injunction  which  would  have  the  effect  of  telling  them  they  had 
made  a  mistake  so  great  as  to  require  the  interposit  on  of 
judicial  protection." 

Besides,  the  tendency  among  all  railroad  executives  has 
been  to  give  the  Commission  credit  for  trying  honestly  to  deal 
wiih  a  situation  which  they  admitted,  at  the  hearing,  was  highly 
unsatisfactory  because  rates  were  high.  Court  proceedings,  it 
is  believed,  would  follow  only  in  the  event  of  foolish  drastic  re- 
ductions, which  nobody  has  ever  expected. 


CUMMINS   INVESTIGATION 

The  Traffic  World   Washington  Bureau 

Alfred  G.  Hagerty,  former  examiner  for  the  Commission, 
who  gave  particular  attention  to  carriers'  accounts,  appeared 
before  the  Senate,  interstate  commerce  committee,  May  6,  and 
replied  to  charges  made  by  Frank  J.  Warne,  economist  for  the 
train  operatives,  as  to  alleged  manipulation  of  maintenance  and 
accounts  by  the  railroads.  He  said  he  was  asked  by  the  rail- 
roads to  make  the  reply  because  of  his  long  experience  on  the 
Commission. 

Mr.  Hagerty  said  the  testimony  of  Mr.  Warne  with  refer- 
ence to  "manipulation  of  maintenance"  was  the  "most  pernicious 
of  Mr.  Warne's  many  unjust  accusations." 

"The  most  injurious  and  misleading  part  of  Mr.  Warne's 
statement  on  this  general  subject  has  reference  to  the  alleged 
padding  of  expenses  during  federal  control  and  more  especially 
during  the  six-month  guaranty  period,"  said  he. 

Mr.  Hagerty  explained  in  detail  the  uniform  system  of  ac- 
counts of  the  Commission. 

Discussing  the  check  made  by  the  Commission  of  the  car- 
riers' reports  of  accounts  for  the  test  period,  in  order  to  ascer- 
tain the  standard  return  for  the  period  of  federal  control,  Mr. 
Hagerty  said  the  result  was  that  instead  of  deductions  being 
made  on  account  of  errors,  the  Commission  added  approximately 
$155,766  to  the  standard  return — that  the  errors  found  favored 
the  carriers  to  that  extent. 

"It  seems  to  me,"  said  he,  "that  in  the  net  result  we  have 
quite  conclusive  proof  that  the  railroads  of  this  country  are  not 
making  false  returns  to  the  Commission.  As  a  result  of  these 
examinations,  which  were  most  sweeping  and  comprehensive,  the 
Commission  did  not  find  a  single  instance  of  manipulation,  falsi- 
fication or  fraud  on  the  part  of  the  railway  accounting  officers." 

Mr.  Hagerty  said  Mr.  Warne's  graphical  charts  and  curves 
were  "dangerous  in  deception  and  likely  to  influence  the  unin- 
formed to  accept  his  deductions,  inferences  and  accusations,  as 
facts,  when  they  fairly  scream  with  misconception." 


HOUSE  COMMITTEE  HEARINGS 

The  Traffic   World   Washington  Bureau 

An  attempt  to  close  the  hearings  before  the  House  commit- 
tee on  interstate  and  foreign  -commerce  on  the  pending  bills 
which  would  repeal  section  15a  and  modify  section  13  of  the  in- 
terstate commerce  act,  failed,  May  9,  the  majority  of  the  com- 
mittee defeating  a  motion  made  by  Representative  Hawes  of 
Missouri  to  postpone  further  hearings  until  the  December  ses- 
sion of  Congress. 

John  E.  Benton,  general  solicitor  for  the  state  commissions, 
was  on  the  stand  being  cross-examined  on  his  previous  testi- 
mony when  Mr.  Hawes  suggested  it  would  be  best  to  stop  the 
hearings  for  the  time  being. 

Mr.  Hawes  pointed  out  that  the  hearings  were  in  progress 
when  the  Supreme  Court  decided  the  Wisconsin  case,  that  the 
committee  on  co-operation  of  the  Commission  and  the  state  com- 
missions had  now  agreed  on  a  plan  for  co-operation,  and  that 
much  of  the  conflict  between  the  state  and  federal  commissions 
was  being  removed.  He  suggested  that,  if  a  recess  were  taken 
until  December,  such  action  would  give  an  opportunity  for  the 
co-operation  plan  to  be  perfected.  Then,  he  said,  if  any  action 
by  Congress  were  required  the  committee  could  meet  again  on 
the  subject. 

Mr.  Benton  said  he  hoped  the  committee  would  not  adjourn. 
He  said  the  plan  of  co-operation  agreed  on  was  to  be  regarded 
in  no  way  as  a  substitute  for  the  state  commissions'  legislative 
program  and  that  they  intended  to  press  for  the  legislative 
changes  just  the  same  as  if  the  agreement  had  not  been  reached. 
He  said  he  had  not  heard  officially  from  any  of  the  state  com- 
missions as  to  the  acceptability  of  the  plan  for  co-operation. 

Representative  Hoch  said  the  agreement  reached  between  the 
Commission  and  the  representatives  of  the  state  commissions 
had  nothing  to  do  with  section  15-a  and  that  section  13  needed 
clarification  so  that  it  would  be  known  where  the  powers  of  the 
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INTERSTATE  COMMERCE  COMMISSION 

Port  Investigation 

DOCKET  126S1     Charges  lor  wharfage,  handling,  storage  and  other  accessorial  services  at  South  Atlantic 
and  Gull  Ports;  to  be  heard  at  Wilmington.  N.  C..  Atlanta.  New  Orleans  and  Galveston,  May  5  to  IS. 

Southeastern  Class  Rate  Investigation 

Investigation  instituted  by  the  Commission  of  class  rates  applicable  in  interstate  commerce  within  southern  ter- 
ritory; between  that  territory  and  Ohio  River  crossing"  and  points  in  Illinois,  Buffalo-Pittsburgh  and  central  territories, 
and  between  that  territory  and  Virginia  cities,  and  points  in  Trunk  Lane  and  New  England  territories.  The  Commission 
in  fixing  interstate  rates  will  consult  with  the  state  commissions  with  a  view  to  bringing  about  greater  harmony  between 
intrastate  and  interstate  rates.  Numerous  fourth  section  departures  are  also  involved. 

First  hearing  begins  at  Atlanta  on  May  22nd;  subsequent  hearings  are  to  be  held  at  Asheville,  Cincinnati  and 
New  York.  For  copies  of  Official  Stenographer's  Minutes  address  the  undersigned. 

United  States  Shipping  Board 

Hearings  on  i|ur-tion  of  whether  adequate  facilities  exist  to  warrant  enforcement  of  section  28  of  the  Merchant 
Marine  Act  of  1920;  affecting  movement  of  tonnage  through  the  ports  under  preferential  export  rates  to  ships  oper- 
ating under  the  American  flag.  Hearings  to  be  held  as  follows: 

New  York  (already  held) April  24-25  Los  Angeles,  Cal July    6 

Orleans,  La May  16  San  Francisco,  Cal July   9 

St.  I.ouis,  Mo May  18  Portland,  Ore July  12 

Chicago,  111 June    8  Seattle,  Wash July  15 

For  copies  of  Official  Stenographer's  Minutes  address  the  undersigned. 

National  Association  of  Railway  and  Utilities  Commissioners 

Convention   held   Atlanta,  (ia..  October,  1921;  nest  convention  to  be  held  Detroit.  Mich.,  September  26,  1922. 
Valuable  reports  and  discussion*  on   matters  affecting   all  public  utilities  under  the  jurisdiction  of  the  various  state 
rommwmoas  of  the  United  States. 

(Uncial  copies  of  1921  convention  now  on  pre**.     There  will  be  no  second  edition.     Order  now.     Price,  $1.00  per  copy. 
For  Official   Stenographic   Report  address   the  undersigned. 


THE  STATE  LAW  REPORTING  COMPANY 

OFFICIAL   REPORTERS:     Interstate  Commerce  Commission.  FublitHert  of  Law  Report* 

1'niied   State*  Shipping   Board.  235  BROADWAY 

National  Association  of   Railway  and  Utilities  Commissioners.  NEW  YORK  CITY 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 

PORTLAND,  ME.  SAN  DIEGO  ASTORIA 

LOS  ANGELES  PORTLAND 

PHILADELPHIA,  PA.        and  SAN  FRANCISCO  SEATTLE 

NEW  YORK,  N.  Y.  OAKLAND  TACOMA 

BALTIMORE,  MD.  VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  service  from  NEW  YORK.  BOSTON  and  BALTIMORE 


Through  Billt-ot- Lading  to  Hawaiian  l*landt  and  thr  Far  Eatt 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

OWMT.  and  Operator*  U.  S.  Shlppinc  Bowd  Ship* 

13C  South  Fourth  Street.  Philadelphia  111  Summer  Street,   Boston  601   Bessemer  Building,  Pittsburgh 

3C  Enchant*  Street,  Portland  11  Moor*  Street.  New  York  City  112  West  Adams  Street,  Chicago 

503  K*ys*r  Building,  Baltimore 

-'.  ADMIRAL  LINE,  Pacific  Coast  Ports 
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state  and  federal  commissions  began  and  ended  with  respect  to 
intrastate  rates. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  when  asked  how  much  time  his  witnesses  would 
take,  replied  that  he  had  ten  or  twelve  witnesses  and  that  they 
would  take  not  less  than  two  weeks.  He  said  he  would  be  occu- 
pied next  week  before  the  Cummins'  committee,  when  Robert 
S.  Lovett  and  L.  F.  Loree  and  other  railroad  witnesses  will 
resume  testifying  in  the  Cummins'  investigation. 

The  committee  then  went  into  executive  session.  At  the 
conclusion  thereof,  it  was  announced  that  the  hearings  would 
go  on  and  that  the  railroads  would  begin  next  Tuesday,  May  16. 

Mr.  Hawes  had  pointed  out  also  that  Congress  would  be 
taking  an  adjournment  during  the  summer  and  that  no  action 
would  be  taken  anyway  on  the  railroad  legislation  at  this  ses- 
sion of  Congress.  Although  the  hearings  are  going  forward,  it 
is  not  believed  that  the  proposed  legislation  will  reach  the  floor 
of  either  branch  of  Congress  at  this  session. 


MOTOR  TRUCKS,  RAILROADS  AND  TAXES 

Declaring  that  motor  stage  operators  have  no  right  to  con- 
vert to  their  own  profit  the  money  paid  by  taxpayers  for  the 
construction  and  maintenance  of  highways,  the  Public  Utilities 
Commission  of  Colorado  has  handed  down  a  notable  decision. 

The  Colorado  commission  made  an  investigation  of  the 
transportation  conditions  in  Eagle  and  Garfleld  counties,  through 
which  the  bus  lines  wish  to  operate,  and  found  that  in  the  two 
counties,  although  there  were  sixty-eight  motor  trucks  operating 
as  public  carriers,  they  paid  into  the  state  treasury  only  $819 
a  year  for  use  of  the  state  and  county  highways. 

The  Denver  &  Rio  Grande  Western  Railroad,  which  these 
buses  parallel,  paid  in  the  same  period  $38,023  for  the  public 
roads  which  it  did  not'  use  at  all,  and  other  taxes  in  addition, 
making  the  total  in  these  two  counties  by  the  railroad  company 
$153,896. 

The  portion  of  the  decision  which  is  of  special  import  is 
that  defining  "public  convenience  and  necessity,"  as  follows: 

Public  convenience  and  necessity,  by  which  must  be  understood 
the  convenience  and  necessity  of  the  people  at  large  as  contradistin- 
guished from  the  convenience  and  necessity  of  a  very  small  number 
of  persons  who  seek  to  derive  a  profit  from  the  farmers'  and  home 
owners'  investment  in  roads,  never  contemplated  that  the  truck  driver 
should  destroy  that,  to  the  cost  of  construction  of  which  he  contrib- 
uted little  or  nothing,  or  that  he  should  reap  where  he  has  not  sown 
When  the  taxing  laws  of  this  state  are  so  amended  that  the  truck 
driver  operating  over  state  highways  shall  contribute  his  due  propor- 
tion to  the  cost,  of  construction  and  maintenance  of  our  highways, 
then,  and  only  then,  can  this  Commission  regard  his  use,  under  proper 
conditions  and  restrictions,  of  a  great  and  tremendously  expensive 
public  facility  as  of  equal  dignity  and  equal  benefit  to  the  people  with 
the  moderate  use  thereof  by  the  ordinary  taxpayer. 

COAL  PRODUCTION  REPORT 

"Production  of  coal  has  struck  a  temporary  level  a  little 
above  the  4-million-ton  mark,"  the  Geological  Survey  says,  in 
its  current  coal  production  report.  "The  output  for  the  week 
ended  April  29  was  4,150.000  tons,  and  early  reports  indicate 
that  the  week  May  1-6  will  show  a  like  amount.  Production  of 
anthracite  remains  practically  zero." 

The  report  shows  that  daily  loadings  run  from  11,000  to 
12,000  cars.  For  illustration,  the  loadings  of  the  first  four  days 
of  the  fifth  week  of  the  strike  were  as  follows:  Monday.  11.- 
919;  Tuesday,  12,120;  Wednesday,  12,810;  and  Thursday.  12,460. 

The  accumulation  of  unbilled  cars  is  slowly  decreasing,  but 
is  still  above  normal,  the  report  says.  The  total  number  of 
unbilled  cars  for  the  week  ended  April  29  is  estimated  at  18,750. 
as  against  23,917  for  the  week  ended  April  22. 

The  movement  of  bituminous  coal  across  the  Hudson  in 
the  week  ended  April  29  was  the  lowest  since  the  beginning 
of  the  strike.  The  total  forwarded — 769  cars — represented  a 
decrease  of  about  20  per  cent  from  the  week  before,  and  was 
but  one-fifth  of  that  in  the  week  preceding  the  strike.  Anthra- 
cite shipments  increased  to  501  cars.  In  addition  to  the  cars 
moved  through  the  rail  gateways  of  the  Harlem  River,  May- 
brook,  Rotterdam,  Mechanicsville,  Troy  and  Albany,  shown  in 
the  table  below,  28  cars  of  bituminous  coal  were  forwarded 
through  Rouse's  Point  to  northern  New  England.  In  the  cor- 
responding week  a  year  ago  2,877  cars  of  anthracite  and  2,669 
cars  of  soft  coal  were  forwarded. 

Shipments  of  coal  through  Hampton  Roads  increased  per- 
ceptibly during  the  last  week  in  April.  The  total  quantity  han- 
dled was  396,000  net  tons,  an  increase  of  nearly  30,000  tons,  or 
8  per  cent.  Cargoes  consigned  to  New  England,  and  other 
coastwise  shipments  increased  213,385  and  94,447  tons,  respect- 
ively. The  export  business  continued  at  about  the  same  rate 
as  in  recent  weeks.  The  week's  export  tonnage  was  57,206. 
In  the  corresponding  week  in  1921,  when  foreign  demand  was 
active  as  a  result  of  the  British  miners'  strike,  230,713  tons 
were  exported. 


Ton  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 


Questions  and  Answers 

In  thia  department  will  be  answered  questions  of  both  legal  ami 
practical  nature  that  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  queation  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persona  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  :n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  ia  re- 
aerved  to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
TiciBe  Sjrvlco  Corporation,  Colorado  Building,  Washington,  D.  C. 

•  — , _- =__ 1 

Tariff    Interpretation:     General    Description   of  Commodities 

New  Jersey. — Question:  We  have  in  the  past  two  years 
made  numerous  shipments  of  fir  doors,  fir  mouldings  and  floor- 
ing in  mixed  carloads  from  northern  Pacific  coast  to  destina- 
tions in  Trunk  Line  territories,  and  are  now  receiving  under- 
charge bills  from  the  carriers  assessing  a  combination  of  rates 
based  on  Chicago,  111.,  or  other  points  in  Central  Freight  Asso- 
ciation territory  as  against  the  use  of  a  through  rate  on  the 
original  collection  at  destination. 

It  is  our  belief  that  on  shipments  of  the  above  character, 
item  8,  page  61,  of  Agent  Countiss'  E.  B.  Tariff  No.  17-D,  his 
I.  C.  C.  1079,  covers,  as,  in  our  opinion,  mixed  carload  of  doors, 
flooring  and  mouldings  would  be  covered  by  inside  finishings, 
and  the  proper  rate  to  apply  would  be  a  group  E  rate,  or,  as 
shown  in  note  covering  this  item,  a  group  B  rate,  but  not  less 
than  $1.13%  per  cwt.  In  this  instance  the  point  of  destination 
would  take  a  New  York  rate,  and  from  coast  points,  group  B 
to  New  York  rate  would  be  $1.20  per  cwt.,  as  against  a  com- 
bination of  $1.36,  which  the  carriers  wish  to  assess. 

Can  you  advise  any  good  reason  why  a  mixed  carload  of 
stock  as  shown  above  would  not  be  covered  by  the  item  referred 
to,  and  do  you  know  of  any  definition  which  has  been  made  by 
the  carriers  explaining  exactly  what  is  covered  by  the  term 
"inside  finishings?" 

Answer:  There  seems  to  be  no  official  definition  of  the 
term  "inside  finishings"  and,  in  the  absence  of  such  definition, 
we  are  inclined  to  the  view  that  if  the  matter  were  submitted 
to  the  Interstate  Commerce  Commission  for  a  ruling,  it  would 
interpret  the  term  in  the  light  of  trade  usage,  taking  the  mean- 
ing of  the  term  as  it  is  understood  in  builders'  or  carpenters' 
trade  circles,  as  a  basis  for  its  interpretation.  We  understand 
that  the  common  acceptance  of  the  term  includes  such  articles 
as  baseboards,  stairwork,  door  and  window  casings,  inside  grille- 
work,  panels,  etc.,  and  many  other  trimmings  which  do  not 
constitute  essentials  of  the  structure  of  a  building,  but  which 
are,  as  the  term  implies,  "finishings,"  or  trimmings,  as  some 
tariff  agents  use  it.  The  difficulty  presented  is  that  the  term 
is  susceptible  of  varying  interpretations,  is  ambiguous  and  com- 
pelling the  reader  to  accept  the  alternative  of  knowing  every 
item  which  may  lawfully  be  included  under  the  description,  or 
risking  a  misinterpretation.  Technically,  perhaps,  fancy  flooring 
and  doors  are  inside  finishings,  and  as  such  would  come  within 
the  description.  The  intention  of  the  tariff  framer  is  not  con- 
trolling, but  a  reasonable  construction  of  the  language  used 
must  be  made.  It  is  our  view  that  such  construction,  when 
the  language  is  not  clear  of  import,  contemplates  a  considera- 
tion of  the  customary  adaption  of  the  term,  which,  we  under- 
stand, does  not  include  doors  and  flooring. 

Tariff  Interpretation:  Establishment  of  Specific  Commodity  Rate 
Removes  Application  of  Contemporaneous  Mileage  Rates, 
Except  in  so  far  as  Their  Alternative  Use  Is  Authorized  in 
Separate  Sections  of  Same  Tariff 

Tennessee. — Question:  This  station  is  a  common  point,  be- 
ing located  on  both  the  Southern  and  Louisville  &  Nashville 
railroads;  these  two  roads  also  enter  the  city  of  Knoxville,  Tenn. 

Agent  Glenn's  I.  C.  C.  A-281  names  a  rate  of  9  cents  per 
cwt.  on  logs,  except  cedar,  walnut  and  cherry,  Cumberland  Gap, 
Tenn.,  to  Knoxville,  Tenn.,  both  the  Southern  and  L.  &  N.  rail- 
roads being  parties  to  this  tariff. 

I.  C.  C.  A-9106,  issued  by  W.  H.  Paxton,  general  freight 
agent  of  the  Southern  Railroad  Company,  names  a  rate  of  $20.50, 
logs,  carload,  minimum  40,000,  this  charge  being  based  on  a 
distance  of  70  miles  or  less.  Note  "C"  on  the  title  page  of  Mr. 
Paxton's  I.  C.  C.  A-9106  reads  as  follows,  viz.:  "Mileage  com- 
modity rates  shown  herein  may  be  used  only  when  no  specific 
commodity  rates  have  been  provided.  When  governed  by  classi- 
fication which  also  contains  distance  or  mileage  commodity 
rates  they  will  take  precedence  over  the  distance  or  mileage 
commodity  rates  in  such  classification.  They  may  not  be  used 
either  by  themselves  or  in  combination  in  preference  to  any 
specific  commodity  rate." 

It  is  contended  that  the  lawful  charge  for  a  car  of  logs 
from  Cumberland  Gap,  Tenn.,  to  Knoxville,  Tenn.,  over  the 
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Where  Will  You  Be 
One  Year  From  Today  ? 

How  much  were  you  earning  laat  year?  How  much  do 
yon  think  you  will  be  earning  next  year  ?  Come  on — look 
thing*  *quarely  in  the  face.  What  progrea*  an  yon  mak- 
ing? What  are  your  chance*  for  >urce*a  ia  your  present 
work?  Be  bo  nut  with  younelf!  Where  will  j*m  be  a  year 
frem  taday?  Why  not  take  the  «Up  that  will  mean  getting 
out  of  the  rut  and  into  the  high  pay  cla**? 

Learn  to  be  a 

Transportation  Manager 

and  earn  from 

$5000  to  $7500  a  Year 

and  more 


•• 


You   can   do   it  ea*ily  I 


Thonaasd*  of  other*  haw  jumped 
*nl  earning..  The)  profruion  of  Transportation 
it  I*  on*  of  the  mot  tocrativ*  la  boaineaa— and 
I*  remarkably  MW.  TW  training  prepared  by  the 
Anxrx-an  Pommm  i  Aatociatioa  make*  It  amaiingly  ea*y 
for  yon  to  bitumi  an  expert  Tran«portation  Manager. 

You  Learn  at  Home  in  Your  Spare  Time 

It'i  a*  *a»y  a*  reading  a  n*w*paper.  No  time  away  from 
your  prevent  work.  Jn*t  a  few  hour*  of  ipare  Urn*  a  wwk 
and  you  know  that  you  are  building  for  a  |nim*a.at  fu- 
ture. Make  op  your  mind  that  yon  will  raeoed  and  mak. 
a  real  place  for  youraelf  ia  the  ba*ine**  world. 

Write  To-Day  for  FREE  Book 

You  an  under  no  obligation.  The  book  will  open  your 
•yea  to  the  abounding  opportunity.  In  thl*  wonderful  pro- 
•eMioa.  Lo*e  ae  time  bat  *end  for  the  information  today- 
It  coat*  you  nothing  and  It  may  mean  the  making  W  y*«. 
Ju*t  **ad  in  your  namr  aad  addr***. 

AMERICAN  COMMERCE  ASSOCIATION 

D.pt.  2S-C  4043  Dr«xel  Blvd..  Chicago.  Ill 


The  low-cost,  wide-spread,  quick- 
acting,  smooth- working  method 
of  distribution  which  you  require 
is  available  through 

Distribution  Service,  7/7C. 

123  W.  Madison  StXhicago,  111. 


BIRMINGHAM 
rUiri.  TraMhr  4  WW.|M»  C.. 

CHICAGO 

C«m«  U.  WV^MM  C. 
CLEVELAND 

Ffadi  SbMt  Terawal  Wmkew* 
C*. 

DENVER 
TW  W«lcaar  Trwkw  a  Stone* 

ELPA50 
Utirailii.J  Wu.hMM  C*. 

FORT  WORTH 
•aWffEM*.  PireafW  S4..|« 

HOUSTON 


LOS  ANGELES 
UUea  Tmaiaal  WtraaMw.  C. 

LOUISVILLE 
l~»r*i  Pit*  Win.,...  C. 


PHILADELPHIA 
Tmlaal  Wintiaii  4  Trm 
C*. 

PORTLAND 

Or.n-TrmaW.rC.. 

SAN  FRANCISCO 
Sea  Fraadm  W*raa*a**  C.. 

ST.  LOUIS 

S.  N.  L-,  W...li»... 
ST.  PAUL 


Maps 

Are 
Vital  to  Traffic 


By  the  proper  use  of  maps  you  con- 
vey your  message  in  less  space  and  in 
a  more  convincing  way  than  by  any 
other  means. 

Rand  MWally  maps  are  accurate, 
dependable,  and  when  made  for  a 
specific  purpose  are  always  true  to 
specifications  and  unequaled  in  work- 
manship. 

Our  imprint  on  your  map  is  a  guar- 
anty of  its  official  and  dependable 
character. 

Rand  M^Nally  &  Company  will  be 
pleased  to  quote  on  any  map  you 
require,  or  will  assist  in  drawing  your 
specifications. 


RAND  M^NALLY  &  COMPANY 

Map  Headquarters 

Dept.  D-34 


536  S.  Clark  Street 

CHICAGO 


42  E.  22nd  Street 
NEW  YORK 
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Southern  is  $20.50,  when  the  weight  is  40,000  pounds  or  less, 
this  charge  being  based  on  a  distance  of  over  60  miles  and  less 
than  70. 

The  points  of  origin  and  destination  both  being  common 
points  on  the  Southern  and  L.  &  N.  railroads,  I  cannot  under- 
stand how  the  Southern  Railroad  could  apply  a  rate  named  in 
a  tariff  of  their  own  issue,  which  would  conflict  with  Agent 
Glenn's  I.  C.  C.  A-281.  Will  be  pleased  to  have  you  give  your 
ruling  in  this  case. 

Answer:  Rule  10-g,  Interstate  Commerce  Commission's  Tar- 
iff Circular  18-A  provides: 

"It  is  permissible  for  a  carrier  to  issue  a  tariff  containing 
distance  or  mileage  commodity  rates  for  use  in  determining 
rates  on  its  own  line,  but  in  such  cases  the  distance  or  mileage 
class  rates  may  be  used  only  when  no  other  commodity  rates 
are  provided."  This  rule  further  provides  that  notice  to  this 
effect  must  be  published  on  title  page  of  the  distance  tariff,  and 
in  this  case  is  so  published. 

This  being  the  case,  the  rates  carried  in  Southern  I.  C.  C. 
A-9106  may  not  be  used  in  lieu  of  the  9-cent  rate  in  the  Glenn 
issue,  which  is  a  specific  commodity  rate,  which  rate  is  also 
the  local  rate  of  the  Southern  Railway.  The  minimum  weight 
in  the  Glenn  issue  is  30,000  pounds,  and,  in  the  Southern  Railway 
local  is  40,000  pounds.  Manifestly,  the  minimum  weight  of  the 
former  will  accommodate  any  sized  shipment  which  could  be 
accommodated  by  the  latter  without  increasing  the  aggregate 
charge  on  the  shipment  due  to  the  difference  of  minima. 

Tariff  Interpretation — Icing  and  Refrigeration  Services  Under 
Fairbanks'  Protective  Tariff  No.  1 

Georgia. — Question:  During  the  peach  season  of  1921  we 
forwarded  to  Jersey  City,  N.  J.,  quite  a  number  of  cars  of 
peaches,  which  were  placed  in  storage  with  the  "A"  Refrigerating 
Company  and  afterward  diverted  to  piers  on  North  River  and 
sold  in  New  York. 

These,  peaches  were  diverted,  with  a  notation,  at  the  time 
that  they  were  subject  to  subsequent  free  lighterage.  It  was 
the  intention,  at  the  time  they  were  shipped,  for  the  shipments 
to  be  diverted  to  New  York. 

On  the  movement  of  the  peaches  from  the  storage  plant 
to  the  piers  the  "B"  Railroad  charged  us  with'  the  amount  of 
ice  placed  on  cars  and  reconsigning  charge  of  $7  and  a  refrig- 
eration charge  of  $7.50. 

On  referring  the  matter  to  the  auditor  of  the  "B"  Railroad 
he  advised  me  that  the  shipment  came  under  the  provision  of 
rule  145  of  Perishable  Protective  Tariff  No.  1.  He  also  con- 
tends that  this  should  be  handled  under  rule  240  of  the  same 
tariff.  It  is  my  contention  that  rule  145  applies  and  that  the 
charges  must  be  assessed  on  basis  of  rates  in  tariff  of  the  "B" 
Railroad  that  was  in  effect  at  that  time  and  not  on  the  basis 
of  rule  240. 

Answer:  Rule  145,  in  effect,  merely  provides  (so  far  as 
this  shipment  is  concerned)  that  if  the  peaches  are  stored  in 
transit,  charges  for  protective  service  into  and  out  of  the  storage 
point  will  be  those  lawfully  in  effect  at  times  of  the  respective 
movement.  In  other  words,  the  rule  contemplates  two  separate 
protective  service  contracts,  one  to  cover  the  movement  into 
the  storage,  the  other  covering  the  outbound  movement.  It 
does  not  specify  what  those  charges  shall  be.  This  rule  is 
especially  designed  to  cover  shipments  of  perishables  stored 
in  transit,  anH  does  not  apply  to  shipments  which  are  billed 
through  from  origin  to  final  destination.  If  the  shipment  is 
billed  through  from  origin  to  final  destination  under  instructions 
"Do  not  re-ice"  then  it  comes  within  the  purview  of  rule  240. 
Paragraph  (a)  of  the  latter  rule  provides  the  basis  for  charges 
on  the  initial  icing  in  such  cases,  and  paragraph  (b)  provides 
basis  of  charges  in  case  the  shipper  elects  to  change  his  original 
instructions  concerning  ice,  by  having  the  car  re-iced  before 
arrival  at  destination.  It  should  be  remembered  that  rule  240 
applies  only  to  "Through-billed  shipments  moving  under  in- 
structions Do  not  re-ice." 

There  would  be  no  re-icing  charge  of  the  car  in  the  case 
described  by  you,  because  the  car  initially  iced  covering  the 
movement  into  storage  point  was.  abandoned  when  shipment  was 
placed  in  storage.  A  new  and  entirely  different  icing  contract 
is  effected  when  the  shipment  is  forwarded  from  the  storage 
point,  and  usually  a  different  car  is  furnished.  Under  this  new 
protective  contract,  the  shipper  has  the  option  of  selecting,  and 
under  rule  145  must  select,  the  character  of  protective  service 
used  in  accordance  with  provisions  of  rule  80.  If  he  specifies 
the  car  shall  be  iced,  this  is  in  no  sense  a  "re-icing"  such  as 
is  contemplated  in  rule  240.  It  is  an  Initial  icing  on  the  out- 
bound movement  from  storage,  under  a  new  undertaking  cover- 
ing protective  service. 

Freight  Charges — Collection  of  from  Consignee 
Connecticut. — Question:  We  believe  that  you  have  pub- 
lished, in  the  past,  answers  to  requests  for  information  in  re- 
gard to  the  payment  of  freight  charges  where  the  railroad 
company  were  unable  to  collect  from  the  consignee  and  received 
payment  from  the  shipper. 

We  have  at  present  a  case  of  this  kind,  where  the  shipment 


was  made  in  1920,  forwarded  prepaid.  The  following  day  the 
error  was  discovered  and  a  corrected  bill  of  lading  issued, 
changing  to  read  collect,  which  was  signed  and  accepted  by  the 
local  agent.  Since  the  time  of  shipment  customer  has  gone 
into  the  hands  of  a  receiver  and  we  are  now  in  receipt  of  a  bill 
from  the  agent  at  destination  for  the  transportation  on  this 
shipment.  We  have  written  him,  advising  that  inasmuch  as 
shipment  was  shipped  on  a  collect  basis,  before  paying  these 
charges,  we  wish  him  to  furnish  us  with  some  burden  of  proof 
showing  that  he  endeavored  to  collect  same  from  the  consignees 
at  destination.  We  have  also  suggested  that  he  take  the  matter 
up  with  the  receiver,  whom  we  feel  sure  will  pay  these  charges. 
Inasmuch  as  our  claim  against  this  concern  has  been  sent  in, 
we  are  unable  to  add  these  charges  and  believe  that  he  can 
arrange  to  collect  same  if  presented  to  the  receiver,  as  it  is 
only  a  small  amount. 

However,  the  information  we  would  appreciate  receiving 
from  you  is  this:  We  understand  that  shipper  is  compelled  to 
pay  the  freight  charges  where  the  railroad  company  is  unable 
to  collect  from  consignee  prior  to  the  new  hill  of  lading,  which 
recently  went  into  effect.  We  cannot  find  any  rule  in  the 
classification  nor  interstate  commerce  act,  and  we  do  not  be- 
lieve there  is  anything.  It  is  our  understanding  that  the  rea- 
son for  this  is  the  decision  handed  down  by  some  court.  Will 
you  be  kind  enough  to  advise  us  the  authority  of  this  ruling? 

Answer:  The  form  of  bill  of  lading  recently  prescribed 
by  the  Interstate  Commerce  Commission  carries  on  its  face 
a  provision  respecting  the  payment  of  the  freight  charges  by 
the  consignee  before  delivery  of  the  shipment,  and  section  7 
of  the  contract  terms  and  conditions  on  the  back  thereof  states 
that  if  the  consignor  stipulates,  by  signature,  in  the  space  pro- 
vided for  that  purpose  on  the  face  thereof,  that  the  carrier 
shall  not  make  delivery  without  requiring  payment  of  the 
charges  and  the  carrier  makes  delivery  without  collection  of 
the  charges,  the  consignor  shall  not  be  liable  for  such  charges} 

The  courts  have  in  the  past,  as  a  general  rule,  held  that  ' 
the  consignor,  as  the  party  with  whom  the  contract  of  carriage 
was  entered  into,  was  liable  for  the  freight  charges,  regardless 
of  the  fact  that  the  shipment  was  delivered  without  collection 
of  the  charges  and  regardless  of  the  provision  formerly  carried 
in  section  7  of  the  bill  of  lading  that  the  owner  or  consignee 
shall  pay  the  freight  and  all  other  lawful  charges  accruing  on 
said  property,  and,  if  required,  shall  pay  the  same  before  de- 
livery. See  Southern  Cotton  Oil  Co.  vs.  Sou.  Railway  Co.,  95 
S.  K.  251;  Wells  Fargo  vs.  Cuneo,  241  F.  341;  R.  Co.  vs.  Bianchi. 
113  A.  53;  R.  Co.  vs.  Lovell,  180  N.  Y.  S.  922;  R.  Co.  vs.  Clay 
Co.,  166  N.  W.  41;  R.  Co.  vs.  Tonella,  111  A.  341.  Whether  or 
not  they  will  hold  that,  notwithstanding  the  present  provisions 
of  the  bill  of  lading  respecting  the  collection  of  the  charges 
from  the  consignees  before  delivery  of  the  shipment,  where 
the  consignor  so  stipulates,  the  consignor  is  nevertheless  liable 
for  the  charges,  remains  to  be  seen.  The  lawful  freight  charges 
must  he  collected  and,  in  the  event  the  consignor's  stipulation 
is  disregarded  and  delivery  is  made  without  collection  of  the 
charges  from  the  consignee,  it  is  questionable  whether  the 
courts  will  hold  that  the  consignor  is  not  liable  therefor,  at  any 
rate  if  collection  cannot  be  made  from  the  consignee  through 
suit. 

Liability  of  Telegraph   Company 

Minnesota. — Question:  At  point  A  the  telegraph  company 
maintains  a  buzzer  system.  The  buzzer  went  out  of  order  at 
5  p.  m..  and  a  message  was  written  at  5:10,  and  the  buzzer 
rung  for  a  messenger,  but,  on  account  of  the  buzzer  being  out 
of  order,  the  message  was  never  picked  up  until  the  following 
morning,  when  the  office  noticed  that  the  message  had  not  been 
taken,  causing  a  delay  in  the  telegram  for  the  following  day's 
market  at  point  B. 

We  would  appreciate  your  advice  as  to  whether  or  not  this 
buzzer  system  is  a  part  of  the  service  of  the  telegraph  company, 
and  whether  or  not  they  would  be  liable  for  the  loss  on  account 
of  this  delay. 

Answer:  We  know  of  no  case  which  specifically  passes 
upon  the  question  as  to  whether  or  .not  a  buzzer  system  is  a 
part  of  the  service  of  a  telegraph  company  and  whether  under 
circumstances  such  as  you  relate  a  telegraph  company  can  be 
held  liable  for  the  loss  sustained. 

Apparently,  however,  the  instrumentality  in  question  is  a 
part  of  the  messenger  service  of  the  telegraph  company  and 
as  such  should  be  kept  in  good  order,  and  the  telegraph  com- 
pany should  be  held  liable  for  negligence  in  not  keeping  it  in 
good  working  condition. 

However,  even  though  liable  in  damages  for  negligence,  re- 
covery would  no  doubt  be  limited  to  the  amount  specified  in 
the  provisions  of  the  tariffs  filed  by  the  telegraph  company  with 
the  Interstate  Commerce  Commission. 

Liability    of   Connecting    Line    for    Loss    or    Damage   to   Cars    of 
Connection    Placed   at    Industry  for   Loading   or   Unloading 

Maine. — Question:  A  manufacturing  concern  had  their  plant 
located  -near  the  line  of  Railroad  "A."  Had  a  spur  line,  which 
they  owned,  that  connected  with  Railroad  "A."  Railroad  "B"  is 
located  only  a  few  rods  away,  but  there  was  no  track  connection 
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Airplane  view  of  Galveston   harbor  and  port  facilitiei,  ahowinf  clip  »yttem  of  docks,  waterfront  track* 

and  other  transportation   advantages. 

The  Port  of  Galveston 

offers  to  the  shipper  that  which  is  the  prime  factor  in  the  de- 
velopment of  lucrative  business;  namely:  service.  That  this 
service  is  satisfactory  is  shown  by  the  fact  that  it  is  now  the 
leading  cotton  and  wheat  port  in  the  United  States. 

For  Handling  Export  Movements 

the  Port  is  unsurpassed,  as  is  evidenced  by  the  fact  that  hundreds  of  shippers  who 
ship  from  competitive  territory  use  this  in  preference  to  other  ports. 

We  solicit  a  share  of  your  business,  and  we  believe  a  trial  shipment  will 
convince  you.     For  information,  address 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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between  Railroad  "A"  and  "B."  This  manufacturing  concern 
sold  a  number  of  carloads  of  their  product  to  go  to  a  local  point 
on  Railroad  "B"  and,  in  order  not  to  truck  their  goods,  the 
manufacturing  plant  built  a  short  piece  of  line  connecting  the 
two  railroads  and  then  ordered  cars  from  Railroad  "B"  to  be 
placed  on  this  piece  of  track  that  they  had  built  and  then  ordered 
Railroad  "A"  to  place  the  cars  on  their  private  siding  located 
at  their  plant.  Railroad  "A"  did  not  order  the  cars  from  Rail- 
road "B"  and  did  not  agree  to  pay  per  diem  on  them.  This 
manufacturing  plant  burned  and  with  it  some  of  the  cars  that 
had  been  handled  as  outlined  above.  Railroad  "B"  has  made 
claim  against  Railroad  "A"  for  the  value  of  these  cars.  We 
would  like  to  have  your  opinion  as  to  who  should  pay  for  them. 

Answer:  The  decision  in  Central  of  Georgia  Ry.  Co.  vs. 
Milledgeville  Ry.  Co.,  75  S.  E.  615,  covers  a  situation  somewhat 
similar  to  that  referred  to  by  you  and  the  principles  of  this 
case  and  those  cited  therein  should  govern  in  determining  the 
liability  of  Road  "A."  Under  these  decisions  line  "A"  is  not 
liable  for  the  value  of  the  cars. 
Delivery  to  Carrier — Necessity  for  Issuance  of  Bill  of  Lading 

Missouri. — Question:  In  your  answer  to  "New  York,"  on 
page  726,  in  the  issue  of  April  1,  1922,  you  express  the  opinion 
that  a  carrier  cannot,  by  refusing  to  issue  bill  of  lading  after 
being  notified  that  a  car  is  loaded  and  ready  for  transportation, 
exempt  itself  from  liability  for  damage  to  or  loss  of  goods  from 
a  car  while  standing  on  shipper's  siding,  awaiting  the  issuance 
of  bill  of  lading. 

Have  you  considered  a  situation  where  loading  of  car  is 
completed  between  five  and  six  p.  m.  on  a  private  switch  and 
before  being  removed,  between  7  and  8  p.  m.,  is  robbed?  Do 
you  not  consider  that  the  carrier  would  be  relieved  of  liability 
under  those  circumstances  on  the  grounds  that  the  private 
switch,  being  for  shipper's  convenience,  carriers  could  not  be 
expected  to  afford  protection,  because  it  would  be  impracticable 
to  do  this  at  each  ana  every  private  siding,  and  that  a  reason- 
able time  for  removing  the  consignment  from  the  private  siding 
must  be  allowed  before  carriers  can  be  expected  to  assume, 
liability,  since,  considering  the  fact  that  the  loading  of  a  great 
many  cars  is  completed  about  the  same  time  in  the  evening,  it 
would  be  impossible  to  pull  them  from  such  sidings  immediately 
after  loading  and  carriers  would  seem  to  be  complying  with 
their  full  duty  in  affording  proper  protection  after  cars  are 
taken  charge  of  by  their  employes. 

Answer:  In  our  answer  to  "New  York"  we  had  in  mind, 
pursuant  to  the  question  asked,  the  refusal  of  a  carrier  to  issue 
a  bill  of  lading  for  a  shipment  which  was  being  tendered  for 
transportation  during  business  hours,  such  refusal  being  by 
reason  of  the  inability  or  possibility  of  a  failure  to  remove  the 
cars  until  the  following  day. 

Shippers'  Load  and  Count  Notation 

New  York. — Question:  A  consignment  consisting  of  7  pack- 
ages, weight  2,735  pounds,  was  loaded  in  car  by  the  shipper  at 
his  plant,  located  some  distance  from  the  station.  The  car  was 
allowed  to  remain  on  the  shipper's  siding,  unsealed,  until  the 
next  day,  when  it  was  taken  to  the  freight  station  and  there 
sealed.  The  carrier  had  an  opportunity  to  check  the  shipment 
before  sealing  the  car,  but  failed  to  do  so,  and  issued  bill  of 
lading,  "shipper's  load  and  count."  Car  moved  over  the  rails 
of  two  roads  and  arrived  at  destination  under  perfect  seal  record, 
where  shipment  checked  one  package  short.  Shippers  have 
furnished  affidavit  by  their  shipping  clerk  to  the  effect  that  the 
missing  package  was  included  in  the  shipment  when  loaded  at 
the  mill;  but,  nevertheless,  claim  has  been  declined  on  the 
strength  of  the  "shipper's  load  and  count"  bill  of  lading,  perfect 
seal  record,  and  upon  the  further  ground  that  the  contract  was 
not  to  so  transport  the  shipment  from  shipper's  mill,  but  from 
the  freight  station,  at  which  point  the  bill  of  lading  was  issued 
and  seals  applied  to  the  car. 

We  shall  appreciate  any  precedent  or  opinion  you  may  be 
able  to  furnish  relative  to  carrier's  responsibility  for  the  ship- 
ment from  the  time  it  was  loaded  in  car  on  shipper's  siding 
until  car  was  sealed  after  being  brought  to  the  station  next  day. 
Answer:  Without  going  into  the  question  of  whether  or 
not  a  carrier  is  liable  for  loss  of  goods  loaded  into  cars  by  ship- 
pers, on  private  sidings  and  awaiting  shipment,  because  of  the 
uncertainty  as  to  the  carrier's  liability,  under  the  decisions  of 
the  state  courts,  since  the  modification  of  the  provision  in  the 
bill  of  lading  relating  to  the  liability  of  a  carrier  for  loss  or 
damage  to  goods  received  from  or  delivered  on  private  sidings, 
the  decisions  of-  the  courts  as  to  the  effect  of  the  shipper's  load 
and  count  notation  govern  the  instant  case.  These  cases  hold 
that  In  the  event  a  shippers'  load  and  count  notation  is  shown 
on  the  bill  of  lading,  the  receipt  being  a  qualified  one,  it  be- 
comes a  question  for  the  determination  of  a  jury  as  to  whether 
or  not  the  amount  stated  in  the  bill  of  lading  was  actually  loaded 
and  a  less  amount  was  received  at  destination.  The  affidavit 
of  the  shipper  that  a  certain  package  was  loaded  in  the  car  is 
not  competent  evidence  of  that  fact  in  an  action  in  court  unless 
received  by  consent  or  without  opposition  on  the  part  of  the  de- 
fendant carrier.  As  to  such  matters,  the  testimony  of  witnesses 
must  be  taken  in  open  court  or  upon  deposition. 


Sale  of  Perishable  Goods 

Illinois. — Question:  April  12,  by  mistake,  we  shipped  one 
box  of  apples  and  one  box  of  grapefruit  to  "A,"  Iowa,  instead  of 
"A,"  Indiana,  by  express.  The  express  company  advised  us  that 
the  goods  arrived  at  "A,"  Iowa,  promptly,  but  on  account  of 
their  being  highly  perishable,  they  were  disposed  of  for  express 
charges. 

Apples  and  grapefruit  are  not  of  such  highly  perishable 
nature  that  they  would  spoil  in  a  week  or  ten  days.  There  was 
absolutely  no  necessity  of  sacrificing  these  goods. 

Will  you  kindly  advise  us  what  authority  the  express  com- 
pany has  for  selling  goods  without  first  notifying  the  shippers? 
It  is  a  custom  with  all  railroads  to  promptly  notify  the  shippers 
in  such  cases  and  ask  for  disposition  of  goods. 

Answer:  The  bailment  of  goods  to  the  carrier  confers  no 
power  of  sale.  The  contract  relates  to  their  transportation; 
and  the  carrier  has  no  implied  right  to  sell  them  under  ordinary 
circumstances.  Nevertheless,  in  a  number  of  decisions,  some  of 
which  are  based  on  special  statutory  provisions,  it  is  held  that 
a  carrier  may  sell  perishable  goods  where  such  sale  becomes 
necessary  to  prevent  loss  to  the  shipment  or  to  the  owner. 
Where  practicable,  in  the  absence  of  a  statute  otherwise  pro- 
viding, it  has  been  held  it  is  the  duty  of  the  carrier  to  notify 
the  shipper  before  selling  the  goods,  and,  ordinarily,  a  sale  with- 
out such  notice  to  the  owner  will  constitute  conversion,  render- 
ing the  carrier  liable  for  the  value  of  the  goods,  as  in  other 
cases  of  conversion. 

It  will  be  observed  that  the  present  bill  of  lading  in  para- 
graph (c)  of  section  4  provides,  with  respect  to  perishable 
freight,  that  if  time  serves  for  notification  to  the  consignor  or 
owner  of  the  refusal  of  the  property  or  the  failure  to  receive 
it  and  request  for  disposition  of  the  property,  such  notification 
shall  be  given,  in  such  manner  as  the  exercise  of  due  diligence 
requires,  before  the  property  is  sold. 

Demurrage — Cars  Held  for  Loading 

Virginia. — Question:  We  are  located  on  road  "X,"  which  is 
a  switching  line,  and  connects  with  all  the  trunk  lines.  It  does 
not  own  any  cars. 

With  the  view  to  co-operating  with  the  railroads  in  their 
efforts  to  load  cars  in  the  direction  of  home,  we  in  ordering 
cars  undertake  to  tell  them  the  number  we  desire  for  loading 
to  each  trunk  line.  In  placing  an  order  with  them  recently  for 
a  number  of  cars  we  specified  three  for  loading  to  road  "B." 
At  the  time  the  order  was  placed  we  had  three  shipments  for 
movement  via  road  "B,"  but  after  the  cars  were  placed  some- 
thing transpired  that  made  it  impossible  for  us  to  load  the  cars. 
We  held  them  on  our  tracks  in  the  hope  that  some  other  business 
would  materialize  that  could  be  routed  via  road  "B." 

After  we  had  held  the  cars  48  hours  and  also  an  additional 
three  days  under  our  average  demurrage  agreement,  we  saw 
that  there  were  no  prospects  of  our  having  shipments  for  road 
"B"  within  the  next  few  days,  so  we  asked  road  "X"  (the 
switching  line)  if  we  could  load  the  three  cars  to  road  "C,"  for 
which  road  we  had  several  carload  shipments.  Road  "A"  stated 
they  had  received  a  number  of  complaints  from  the  trunk  lines 
as  to  the  misrouting  of  equipment  and  at  their  suggestion  we 
let  the  cars  go  out  empty,  at  the  same  time  ordering  three  more 
cars  for  routing  via  road  "C." 

We  have  been  presented  with  demurrage  bill  covering  the 
entire  time  these  cars  were  on  our  tracks. 

If  we  had  been  permitted  to  load  the  cars,  as  we  were  willing 
and  anxious  to  do,  there  would  have  been  no  demurrage,  for 
the  reason  that  our  excess  credits  would  have  offset  the  debits. 
Therefore,  in  view  of  the  fact  that  we  let  the  cars  go  out  empty 
on  instructions  of  road  "X"  it  is  our  contention  that  demurrage 
should  not  be  assessed.  Kindly  let  us  have  your  views. 

Answer:  While  the  accrual  of  demurrage  on  the  cars  in 
question  resulted  from  your  efforts  to  co-operate  with  the  car- 
riers in  their  efforts  to  insure  a  more  adequate  car  supply  by 
the  loading  of  cars  to  their  home  destination  or  to  points  on 
the  owning  railroad,  unfortunately  there  does  not  appear  to  be 
any  provision  in  the  uniform  demurrage  rules  which  would  per- 
mit the  carriers  to  waive  demurrage  under  such  circumstances. 

Refund    of    Express    Charges    Accruing    from    Reforwarding    of 
Freight  Delivered  at  Erroneous  Destination 

Indiana. — Question:  On  August  31,  1921,  we  made  a  ship- 
ment of  one  case  to  John  Doe  Company,  "A,"  Kansas,  via  the 
"X"  Railroad.  Case  was  properly  addressed  and  bill  of  lading 
correctly  made  out.  The  "X"  Railroad  at  this  point  waybill 
called  for  delivery  to  "A,"  Kansas. 

However,  shipment  was  delivered  to  "A"  Company,  "B," 
Kansas.  They  accepted  same,  but  on  unpacking,  noted  error  in 
delivery.  John  Doe  Company  immediately  forwarded  shipment 
by  express  to  proper  destination  without  notifying  the  railroad 
company  of  their  action. 

John  Doe  Company,  "B,"  Kansas,  immediately  asked  us  to 
refund  charges  which  they  were  forced  to  pay  in  error,  which 
we  did,  amounting  to  $1.72.  We,  in  turn,  filed  claim  with  the 
railroad  company  on  November  11,  1921.  They  now  advise,  after 
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PENNSYLVANIA 
TANK  CARS 


"PENNSYLVANIA"  INSULATION 


To  supply  the  transportation  requirements  of  the  trade  for  hauling  Casinghead 
and  Compression  Gasoline  and  other  highly  volatile  liquids,  we  have  designed  and  con- 
structed the  "Pennsylvania"  Insulated  Tank  Car — as  shown  above.  First  Class  Work- 
manship in  strict  conformity  with  A.  R.  A.  requirements  for  this  type  of  car,  goes  into 
the  "Pennsylvania"  Insulated  Tank  Car. 

"Pennsylvania"  Insulation — Steel,  Paint,  Tar  Paper  and  Hair  Felt — preserves  a 
uniformly  lower  temperature  inside  the  tank,  which  reduces  outage  losses  to  a  min- 
imum by  cutting  down  evaporation  due  to  temperature  changes.  "Pennsylvania" 
Insulation  applies  (on  a  larger  scale)  the  same  principles  of  the  well  known  Thermos 
Bottle.  The  i/s-tach  Steel  Jacket  is  designed  so  that  it  is  moisture  proof — thus  insur- 
ing longer  life  for  the  insulating  materials. 

The  Pennsylvania  Tank  Line  is  prepared  to  lease  insulated  tank  cars  at  attractive 
figures.  May  we  quote  on  your  requirements? 

May  we  convert  your  Class  HI  Can  into  Class  IV  (Insulated)  Cars  at  a  low  cost? 
Write  for  details. 

The  Pennsylvania  Tank  Car  Company 

Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 


New  York 


St.  lx>uls 


K..ns.is<.n> 


SIIVRON,  PENNSYLVANIA 
Tulsa  Houston 


Denver 


Tamplco 


San  Francisco 


•  < 


Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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considerable  correspondence,  that  same  is  unlawful.  Following 
is  what  they  say  in  regard  to  the  matter: 

"While  it  may  be  true  that  the  carriers,  in  error,  forwarded 
this  shipment  to  'B,'  Kansas,  instead  of  'A,'  Kansas,  the  fact 
still  remains  that  just  as  soon  as  the  'A'  Company  of  'B,'  Kan- 
sas, discovered  that  this  shipment  did  not  belong  to  them,  they 
should  have  immediately  returned  the  shipment  to  the  'Z'  Rail- 
road with  proper  information  along  these  lines,  and  if  this  pro- 
cedure had  been  adopted  the  carriers  would  then  have  been 
obligated  to  forward  the  shipment  to  the  marked  destination  in 
freight  service  and  all  the  consignees  at  'A,'  Kansas,  would 
have  been  compelled  to  pay  would  be  the  freight  charges  from 
•C,'  Ind.,  to  'A,'  Kan.,  but  as  the  'A'  Company  of  'B/  Kan., 
took  it  upon  themselves  to  forward  the  shipment  to  'A,'  Kan., 
via  express,  it  is  very  plain  to  be  seen  that  the  carrier's  freight 
charges  to  'B,'  Kan.,  were  properly  earned  and  cannot,  under 
any  circumstances,  be  refunded.  If  we  undertook  to  refund 
freight  charges  which  we  collected  at  'B;'  Kan.,  It  would  be  a 
strict  violation  of  the  law  and  do  not  see  how  you  can  consist- 
ently, under  the  circumstances,  request  a  refund." 

Will  you  advise  if  this  claim  is  valid,  if  possible  giving. de- 
cision rendered  In  similar  cases? 

Answer:  We  are  inclined  to  agree  with  the  railroad  com- 
pany in  their  contention  that  they  should  not  be  called  upon  to 
refund  the  amount  of  express  charges  from  "A,"  Kan.,  to  "B," 
Kan.,  for  the  reason  that,  as  the  railroad  company  states,  tho 
attention  of  the  railroad  company  should  have  been  called  to 
the  delivery  at  the  erroneous  destination  and  an  opportunity 
afforded  the  railroad  company  to  forward  the  shipment  to  its 
proper  destination  without  expense  to  the  shipper,  the  railroad 
company  being  liable  ,.for  any  damage  which  resulted  from  un- 
reasonable delay,  if  there  was  such. 


MO.  &  NOR.  ARK.  DIVISIONS 

The  Traffic  World  Washington  Bureau 

The  Missouri  &  North  Arkansas  and  all  carriers  parties  to 
No.  13345,  in  the  matter  of  divisions  of  joint  rates,  fares  and 
charges  on  traffic  interchanged  between  the  Missouri  &  North 
Arkansas  Railroad  Company  and  its  connections',  jointly,  have 
asked  the  Commission  to  set  aside  that  part  of  its  order  in  that 
case  which  required  the  carriers  to  report  to  the  Commission  on 
or  before  May  15  the  divisions  established  thereunder,  and  to 
furnish  certain  traffic  information. 

It  will  be  impossible,  the  petitioners  said,  to  furnish  the  de- 
sired information  within  the  time  limit  set  by  the  Commission. 
They  said  that  the  Missouri  &  North  Arkansas  has  not  yet 
resumed  operation;  that  it  has  not  at  present  a  traffic  organiza- 
tion; that  its  auditing  department  was  now  being  organized; 
and  that  that  company  cannot  furnish  the  data  called  for  within 
the  time  prescribed.  Other  reasons  for  their  inability  to  furnish 
the  information  required  by  the  Commission  were  set  forth  by 
the  petitioners. 

The  petition  specifically  asked  the  Commission  to  set  aside 
that  part  of  its  order  above  mentioned  and  to  substitute  therefor 
another  order  requiring  the  Missouri  &  North  Arkansas  and  its 
connections,  after  the  former  resumes  operation,  to  make  and 
file  monthly  or  quarterly  reports  on  current  business,  showing 
the  divisions  established  between  the  Missouri  &  North  Arkan- 
sas and  its  connections,  together  with  the  number  of  tons  and 
ton  miles  and  revenue  with  respect  to  freight  traffic  moving 
under  interstate  joint  rates  between  each  of  the  stations  or 
groups  of  stations  for  which  divisions  are  determined. 


NORTHERN    PACIFIC   BONDS 

The  Traffic  World  Washington  Bureau 

The  Commission  has  authorized  the  Northern  Pacific  to  issue 
$115,534,300  of  5  per  cent  refunding  and  improvement  mortgage 
bonds,  series  C,  and  to  sell  them  at  not  less  than  90  per  cent  of 
par  and  accrued  interest.  The  proceeds  are  to  be  used  to  redeem 
at  103%  per  cent  of  par  outstanding  joint  6%  per  cent  bonds  of 
the  Northern  Pacific  and  the  Great  Northern. 

The  Commission  set  forth  in  its  order  that  by  an  order  of 
.May  6,  1921,  the  two  companies  were  authorized  to  issue  $230,- 
000,000  of  joint  6Ms  per  cent  convertible  gold  bonds.  Of  the  total 
issue,  $115,000,000  thereof  have  been  converted  into  mortgage 
bonds  of  the  Great  Northern  and  about  $14,535,400  into  the 
Northern  Pacific's  series  B  sixes. 

Continuing,  the  Commission  said: 

There  remain  outstanding  approximately  $100.464.600.  of  joint  six 
and-a-halfs,  upon  which  the  applicant  is  primarily  liable  and  which 
it  desires  to  retire.  They  are  callable  for  redemption  at  any  time  at 
103%  and  accrued  interest  and  upon  75  days'  notice.  If  so  called, 
the  holders  thereof  will  have  the  right  to  convert  them  into  series  B 
sixes.  To  the  extent,  however,  that  such  holders  shall  be  unwilling 
so  to  convert  their  joint  six-and-a-halfs.  It  will  be  necessary  that  the 
applicant  be  prepared  to  pay  them.  It  proposes  to  raise  the  cash 
necessary  for  this  purpose  by  drawing,  under  its  refunding  and  im- 
provement mortgage,  and  selling  at  !IO  per  cent  of  par  and  accrued 
interest  series  C  bonds,  bearing  interest  at  the  rate  of  5  per  cent 
per  annum,  payable  seml-annually  on  January  1  and  July  1.  ma- 
turing July  1,  2047,  and  redeemable  as  an  entirety  on  or  after  July  1. 
l'J52,  on  any  interest  date  at  105  and  accrued  interest.  As  a  part  of 


the  arrangement  for  the  underwriting  of  the  conversion,  redemption 
and  sale  the  applicant  will  pay  a  commission  of  one  per  cent  of  the 
principal  amount  of  the  joint  six-and-a-halfs  outstanding. 

The  applicant  represents  that  the  retirement  of  the  joint  six- 
and-a-halfs,  as  proposed,  will  materially  reduce  Its  future  interest 
payments  and  that,  therefore,  in  the  Judgment  of  its  officers,  direc- 
tors and  financial  advisors,  it  is  wise  so  to  retire  them.  It  may  be 
that,  at  some  future  time,  such  retirement  could  be  effected  on  more 
favorable  terms  and  with  greater  interest  savings.  But  corporate 
policy,  In  a  case  of  this  kind,  must  be  determined  by  the  carrier's  di- 
rectors. And.  since  tin-  responsibility  for  that  determination  rests 
with  thorn,  wo  do  not  feel  that  the  substitution  of  our  judgment 
for  theirs  would  be  warranted. 


PORTLAND  TERMINAL  BONDS 

The  Portland  Terminal  Co.  and  the  Maine  Central  have 
filed  a  joint  application  with  the  Commission  asking  for  author- 
ity to  the  terminal  company  to  Issue  and  the  Maine  Central 
to  guarantee  $195,000  of  first  mortgage  5  per  cent  gold  coupon 
bonds,  dated  July  1,  1911,  and  due  July  1,  19C1.  The  purpose 
of  the  issue  is  to  reimburse  the  treasury  of  the  terminal  company 
for  expenditures  since  January  1,  1919,  in  improvements,  exten- 
sions or  additions  to  the  property.  The  bonds  may  be  pledged 
with  the  Director  General  of  Railroads  in  connection  with  funding 
of  the  company's  indebtedness  to  the  government  for  additions 
and  betterments  made  by  the  Director  General. 


C.  &  O.   EQUIPMENT  CERTIFICATES 

Authority  has  been  granted  the  Chesapeake  &  Ohio  to  as- 
sume liability  and  obligation  in  respect  of  $7,635,000  of  Chesa- 
peake &  Ohio  equipment  trust  certificates,  series  T,  by  entering 
into  a  lease  and  an  equipment  trust  agreement  under  which 
the  certificate  will  be  issued  by  the  Commercial  Trust  Company 
of  Philadelphia.  The  certificates  are  to-  be  sold  at  98  and  ac- 
crued interest.  The  proceeds  are  to  be  used  to  acquire  equip- 
ment that  will  cost  approximately  $9,561,000.  Among  the  equip- 
ment to  be  acquired  will  be  68  passenger  coaches,  combination 
baggage  and  passenger  cars,  express  and  mail  cars,  and  five 
all-steel  dining  cars,  1,500  steel  underframe  box  cars,  500  40-ton 
steel  underframe  ventilated  box  cars,  200  40-ton  steel  under- 
frame  stock  cars  and  50  40-ton  steel  underframe  refrigerator 


SETTLEMENTS   WITH    CARRIERS 

The  Railroad  Administration  announced  this  week  that  it 
had  effected  a  final  settlement  with  the  Winston-Salem  South- 
bound Railway  Company  by  the  payment  thereto  of  $72,000,  and 
with  the  Missouri  &  North  Arkansas  by  the  payment  by  that 
company  of  $292,000  to  the  Director-General. 

The  Commission  has  certified  to  the  Treasury  that  $676,636 
is  payable  in  final  settlement  for  the  guaranty  period  to  the 
Chicago,  Milwaukee  &  St.  Paul.  The  total  found  due  the  road 
was  $23,111,528.05,  the  difference  having-  been  advanced. 


Digest  of  New  Complaints 

. • 

No.  13548,  Sub.  No.  1.  Maritime  Association  of  the  Boston  Chamber 
of  Commerce  et  al.  vs.  Ann  Arbor  et  al. 

Unduly  prejudicial  class  and  commodity  rates  from  a  large  part 
of  central  territory  to  the  ports  of  Halifax.  St.  John  and  Montreal 
for  export  in  comparison  with  rates  to  Boston.  Ask  for  rates  no 
higher  than  accorded  the  Canadian  ports. 

No.  13548,  Sub.  No.  2.    Same  vs.  Alabama  Great  Southern  et  al. 

Same  complaint  as  to  export  rates  to  Newport  News,  Norfolk, 
Wilmington,  Charleston,  Savannah,  Jacksonville.  Mobile,  Pensa- 
cola  and  New  Orleans.  Asks  for  rates  to  Boston  no  higher  than 
those  to  the  equalized  south  Atlantic  and  gulf  ports. 

No.  13616,  Sub.  No.  3.  Orange  Rice  Mill  Co.,  Orange,  Tex.,  vs.  Beau- 
mont, Sour  Lake  &  Western  et  al. 

Unjust,  unreasonable,  discriminatory  and  preferential  rates  on 
grain,  grain  products,  hay,  mixed  feed,  chicken  feed  and  related 
articles,  from  Orange.  Tex.,  to  Louisiana  points.  Asks  just  and 
reasonable  rates  and  reparation. 

No.  13761.  Traffic  and  Transportation  Bureau  of  Tacoma  (Wash.) 
Commercial  Club  and  Chamber  of  Commerce  vs.  Northern  Pacific 
et  al. 

Unjust  and  unduly  discriminatory  charges  for  switching  to  that 
part  of  Tacoma  known  as  South  Tacoma.  Asks  that  defendants 
be  required  to  include  this  section  within  the  switching  district 
of  Tacoma  proper  and  for  reparation. 

No.  13769.  Globe  Grain  &  Milling  Co.,  San  Francisco,  Calif.,  vs.  Di- 
rector General,  as  agent. 

Unjust  and  unreasonable  rate  on  grain  in  bulk  from  Albina, 
Ore.,  to  San  Francisco,  Calif.  Asks  reparation. 

No.  13770.     L.  W.  Roper,  Denver,  Colo.,  vs.  Director  General,  as  agent. 
Unjust,    unreasonable,    discriminatory   and  preferential  or  preju- 
dicial  rates   on   beans   from   Grenville,   New  Mexico,   to   St.   Louis, 
Mo.     Asks  reparation. 

No.  13771.  Standard  Sanitary  Mfg.  Co.,  Louisville,  Ky.,  vs.  Southern 
et  al. 

Unjust,  unreasonable  and  prejudicial  rates  on  lavatories,  bath 
tubs,  drinking  fountains  and  kindred  articles  from  Louisville  to 
Mississippi  valley  points.  Asks  cease  and  desist  order,  just,  rea- 
sonable' and  non-prefudiclal  rates  and  reparation. 

No.  13772.  Tomahawk  Pulp  and  Paper  Co.,  Wisconsin  Dam,  Wis.,  vs. 
Duluth  &  Iron  Range  et  al. 

I'njust,  unreasonable  and  unlawful  rates  on  pulpwood  from 
Mile  Post  71.  Minn.,  to  Wisconsin  Dam,  Wls.  Asks  reparation. 

No.  13772,  Sub.   No.  1.     Same  vs.   Samp. 

Same  complaint  as  to  shipments  of  pulpwood  from  Mile  Post 
S6V4  and  Mile  Post  90,  Minn.,  to  Wisconsin  Dam,  Wis.  Asks 
reparation. 
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EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola    and    Gulfport  to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,   United  States  Shipping  Board  A-l   Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER.  M.n.,.r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN.  M.n.,.r 


NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  West  Adam*  Street 
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No.  13773.    Eureka  Flint  and  Spar  Co..  Trenton,  N.  J.,  vs.  New  Haven 
et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  or  prefer- 
ential rates  on  feldspar  from  Portland.  Conn.,  to  Trenton,  N.  J. 
Asks  reparation. 

No.   13774.     Traffic  Bureau  of  the  Phoenix    (Ariz.)   Chamber  of  Com- 
merce et  al.  vs.  Santa  Fe  et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
forest  products  from  points  in  Washington,  Oregon,  Nevada  and 
California  to  Phoenix  because  higher  than  those  from  the  same 
points  to  more  distant  points  In  Arizona,  Texas  and  New  Mexico. 
Asks  cease  and  desist  order,  Just  and  reasonable  rates  and 
reparation. 

No.  13775.     Lay  Fish  Co.  et  al.,  New  York  City,  vs.  Director  General, 
as  agent,  and  American  Ry.  Express  Co. 

Unlawful  charges  on  divers  shipments  of  flsK  because  of  alleged 
failure  of  defendant  to  deliver  at  complainants'  places  of  business. 
Asks  cease  and  desist  order  and  reparation. 

No.  13776.     The  Portland  Flouring  Mills  Co.,  Portland,  Ore.,  vs.  Great 
Northern  et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
grain  and  grain  products  from  Harrington.  Wash.,  to  Portland. 
Ore.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.    13777.      The   R.    W.    Walker    Lumber   Co..    Salisbury,    N.    C.,    vs. 
Charleston  &  Western  Carolina  et  al. 

Unjust  and  unreasonable  rates  on  logs  from  points  in  South 
Carolina  to  Salisbury,  N.  C.  Asks  cease  and  desist  order  and  just 
and  reasonable  rates. 

No.  13777,  Sub.  No-  1.     Same  vs.  Atlantic  Coast  Line  et  al. 

Unjust,  unreasonable,  preferential  and  prejudicial  rates  on  logs 
from  points  in  South  Carolina  to  Salisbury,  N.  C.  Asks  cease  and 
desist  order  and  just  and  reasonable  rates. 

No.  13778.    Swift  &  Co..  Chicago,  111.,  vs.  Aberdeen  &  Rockflsh  et  al. 

Uunjust  and  unreasonable  rates  on  fresh  meat  and  packing- 
house products  from  complainant's  plants  to  points  in  North  and 
South  Carolina  and  Virginia.  Asks  cease  and  desist  order,  just 
and  reasonable  rates  and  reparation. 

No.  13779.  The  Fitch  Dustdown  Co.,  Cincinnati,  O.,  vs.  Ann  Arbor  et  al. 
Alleges  that  classification  rating  of  third  class  applied  by  de- 
fendants to  floor  sweeping  compound  in  bulk  in  barrels,  in  less  than 
carload  lots,  in  Official  Classification  territory,  is  unjust  and  un- 
reasonable to  the  extent  that  it  exceeds  fourth  class  less  than  car- 
load rating.  Asks  cease  and  desist  order  and  rating  which  shall 
not  exceed  fourth  class. 

No.  13780.    Walter  A.  Zelnicker  Supply  Co.,  St.  Louis,  Mo.,  vs.  Denver 
&  Rio  Grande  Western  et  al. 


Unjust  and  unreasonable  rates  on  second  hand  saddle  tank  loco- 
motive from  Magna,  Utah,  to  East  St.  Louis,  111.     Asks  cease  and 
desist  order,  Just  and  reasonable  rates  and  reparation. 
No.  13781.     Central  Iron  and  Coal  Co.,  Holt,  Ala.,  vs.  Director  General, 
as  agent,  Mobile  &  Ohio. 

Unjust,  unreasonable  and  discriminatory  rates  on  coal  from  Lib- 
erty Mine,  Ala.,  to  Kellerman,  Ala.,  and  reshipped  to  Holt,  Ala. 
Asks  reparation. 

No.   13782.     R.   B.   Thomas  &   Co.,   Crystal  Springs,   Miss.,   vs.   Illinois 
Central. 

Unjust,    unreasonable,    discriminatory    and   prejudicial    rates    on 
farm  wagons  and  parts  thereof  from  Hopkinsville,  Ky.,  to  CrystaJ 
Springs,  Miss.    Asks  just  and  reasonable  rates  and  reparation. 
No.  13783.    Perkins  Glue  Co.,  Lansdale,  Pa.,  vs.  Central  R.  R.  of  N.  J. 
et  al. 

Unlawful,  unjust  and  unreasonable  rates  on  cassave  flour  from 
various  points  in  New  York  harbor  to  Lansdale,  Pa.,  because 
Central  R.  R.  of  N.  J.  refused  to  lighter  the  freight  and  to  make 
any  allowance  for  that  service  performed  by  complainant.  Asks 
reparation  and  determination  of  reasonable  amount  defendant 
should  make  for  the  service. 

No.  13784.    Crawford  &  Sebastian  Co.,  Shreveport,  La.,  vs.  Rock  Island 
et  al. 

Unjust  and  unreasonable  rates  on  two  cars  of  oil  well  outfits  and 
three  cars  of  pipe  from  Shreveport,  La.,  to  ElDorado,  Ark.     Asks 
cease  and  desist  order,  Just  and  reasonable  rates  and  reparation. 
No.  13785.    Armour  &  Co.,  Chicago,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  two  carloads  of  pickles  from 
Cameron.  Wis.,  to  Pittsburgh,  Pa.     Asks  reparation. 
No.   13787.     Edward  Grimes  and  Samuel  Friedman,   co-partners,  doing 
business  as  Grimes  &  Friedman,  Denver,  Colo.,  vs.  Santa  Fe  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  waste  paper  from  Salt  Lake  City  and  Denver 
to  S'an  Francisco  and  other  Pacific  coast  terminals.  Asks  the 
establishment  of  just,  reasonable  and '"non-discriminatory  rates. 
No.  13788.  The  Portland  Flouring  Mills  Co.,  Portland,  Ore.,  vs.  Spo- 
kane, Portland  &  Seattle  Ry.  et  al. 

Unjustly  discriminatory  and  unduly  preferential  and  prejudicial 
rates  on  coarse  grains,  including  corn,  through  Portland,  Ore., 
because  better  milling  and  cleaning  in  transit  privileges  are  ac- 
corded to  Everett,  Seattle  and  Tacoma,  Wash.  Asks  for  non-dis- 
criminatory and  non-preferential  rates. 

No.  13789.     The  Texas  Freight  Traffic  Assn.  et  al.,  Houston,  Tex.,  vs. 
Director  General,  as  agent. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  cants 
from  Chattanooga,  Tenn.,  to  Fort  Worth  and  Ranger,  Tex.  Asks 
reparation. 


Docket  of  the  Commission 


Note.     Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  toq  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
May   15 — Washington,   D.   C. — Examiner   Bartel: 

13675 — In  the  matter  of  routing  of  traffic  over  the  lines  of  the  K.  C. 
M.  &  O.  (W.  T.  Kemper,  Recv.),  the  K.  C.  M.  &  O.  Ry.  Co.  of 
Texas. 

May  15 — Minneapolis,  Minn. — Examiner  Gaddess: 
13265 — South  Shore  Cedar  Co.  et  al.  vs.  Director  General. 
13554 — J.  C.  Sewell  &  Co.  vs.  Director  General. 
May  15— Chicago,  111. — Examiner  Butler: 
13403 — Globe  Rendering  Co.  vs.  Director  General. 
13458 — Ben  D.  Anguish  et  al.  vs.  Ala.  &  Vicksburg  Ry.  et  al. 
May  15— Philadelphia,  Pa. — Examiner  Quevedo: 

13520 — The  Atlantic  Refining  Co.  vs.  Director  General,  Pa.  R.  R. 
May  15 — Cincinnati,  O. — Examiner  Worthington: 
13605 — The  Dewey  Bros.  Co.  vs.  C.  &  O.  Ry.  et  al. 
13603 — The  Dewey  Bros.  Co.  vs.  N.  &  W.  Ry.  et  al. 
Such  portions   of  fourth   section   application   No.    1561,   filed   by   the 
Norforlk  &  Western  Ry.  Co.,   by  which  carriers  named  as  parties 
thereto    ask,    among    other    things,    for    authority    to    continue    to 
charge   for   the   transportation   of   coal,    In   carloads,    from   Caples, 
Excelsior,  Pageton,  Springton  and  Susanna,  W.  Va.,  to  Loveland, 
O.,  rates  which  are  lower  than  the  rates  contemporaneously  main- 
tained on  like  traffic  to  Blanchester,  Leesburg  and  Lynchburg,  O.. 
and  other  intermediate  points. 
13604 — The  Dewey  Bros.  Co.  vs.  L.  &  >N.  et  al. 
May  15— Fort  Worth,  Tex. — Examiner  Fuller: 
13558— John  A.   Hunt   &   Co.   vs.    Ft.   Worth   &   Rio  Grande   Ry.   Co. 

et  al. 

May  15— Salt  Lake  City,  Utah— Examiner  Pattison: 
9613 — Cameron  Coal  Co.   et  al.  vs.   A.   T.   &  S.   F.   et  al.       (Further 

hearing.) 

13588 — Western  coal  rates. 

May  15 — Washington.  D.  C. — Examiner  Marchand: 
Valuation   Docket    No.   149 — In   re   tentative  valuations  of  the  prop- 
erties of  Mobile  &  Ohio  R.  R.  Co.  and  Warrior  Southern  Ry.  Co. 
Valuation  Docket  No.  31 — In  re  tentative  valuations  of  the  properties 
of  the  Norfolk  Southern  R.  R.  Co.,  Atlantic  &  North  Carolina  R.  R. 
Co.,  and  Carthage  &  Pinehurst  R.  R.  Co. 
May  15 — Galveston,  Tex. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage   and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
May  15 — Argument  at  Washington,  D.  C.: 

11105 — United  Chemical  and  Organic  Products  Co.  vs.  Director  Gen- 
eral. I.  H.  B.  et  al. 
9922 — Lake  Charles  Rice  Milling  Co.  vs.  Abilene  &  Northern,  Director 

General,  et  al.     (As  to  transit  at  Lake  Charles.) 
9922 — Lake  Charles  Rice  Milling  Co.  vs.  Abilene  &   Northern  et  al. 

(As  outlined  on  page  41  of  I.  C.  C.  63.) 
May  15 — Washington,   D.   C. — Examiner  Burnside: 

13668 — In  the  matter  of  divisions  of  Joint  rates,  fares  and  charges 
on  traffic  interchanged  between  the  Kansas  City,  Mexico  &  Orient 
R.   R.   Co.    (William   T.   Kemper,   receiver)    and   the   Kansas   City, 
Mexico  &  Orient  Ry.  Co.  of  Texas  and  their  connections. 
May  16 — Washington,  D.  C. — Examiner  Clarke: 

»  Finance  Docket  2373 — In  the  matter  of  the  joint  petition  of  the  Cum- 
berland Valley  Telephone  Co.  of  Baltimore  City,  the  Chesapeake 
and  Potomac  Telephone  Co.  of  Baltimore  City,  and  the  Chesa- 
peake and  Potomac  Co.  of  West  Virginia,  for  a  certificate  that  the 


proposed  sale  of  certain  telephone  property  of  said  Cumberland 
Valley  Telephone  Co.,  located  in  the  states  of  Maryland  and  West 
Virginia,  and  the  purchase  of  said  property  by  said  Chesapeake 
and  Potomac  companies  will  be  of  advantage  to  the  persons  to 
whom  service  is  to  be  rendered  and  in  the  public  interest. 
May  16 — Omaha,  Neb. — Examiner  Disque: 

13273 — In  the  matter  of  interstate  and  intrastate  rates  for  the  trans- 
portation of  ordinary  live  stock,  in  carloads,  from  points  in  Ne- 
braska to  Omaha  and  S'outh  Omaha,  Neb.,  in  their  relation  to  rates 
on  the  same  commodity,  in  carloads,  from  points  in  Nebraska  to 
Kansas  City  and  St.  Joseph,  Mo.,  and  Sioux  City,  la. 
May  16 — Washington,  D.  C. — Chief  Examiner  Quirk: 

11567 — The   Order  of  United    Commercial   Travelers   of  America   vs, 

Pullman  Co.  (further  hearing). 
May  16 — Argument  at  Washington,  D.  C.: 

12478 — Allowances  of  mileage  for  Mississippi  River  crossings. 
12009 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
May  16 — Minneapolis.   Minn. — Examiner  Gaddess: 
13598— Dickinson   Grocery   Co.   vs.   Director  General,   A.   T.   ft   S.   F. 

et  al. 
May  16 — Chicago,  111. — Examiner  Butler: 

13496— National  Brick  Co.  vs.  Director  General,  C.  C.  C.  &  St.  L. 
May  16 — Fort  Worth.  Tex. — Examiner  Fuller: 

13619 — Ross  Bros.  Horse  and  Mule  Co.  et  al.  vs.  Un.  Pac.  R.  R.  et  al. 
May  17 — Minneapolis,  Minn. — Examiner  Gaddess: 
*  I.  and  S.  1542 — Cancellation  of  combination  rule  on  petroleum  and  its 

products  in  connection  with  Midland  Continental  R.  R. 
May  17 — Fort  Worth,  Tex. — Examiner  Fuller: 
I.   and    S.    No.    1529— Restriction   in   routing   on   traffic   from   Pacific 

northwest  to  points  in  Texas. 
May  17 — Chicago,  111. — Examiner  Butler: 
13639 — The  Creamery  Package  Mfg.    Co. 

Marquette  et  al. 
13684 — The  Creamery  Package  Mfg.    Co.  vs.   Director  General.   Pere 

Marquette  Ry.  et  al. 
May  17 — Allentown,  Pa. — Examiner  Quevedo: 

13278 — Trojan  Powder  Co.  vs.  P.  &  R.  Ry.  et  al. 
May  17— Washington,  D.  C.: 
13528 — Investigation   of  power   brakes   and   appliances   for   operating 

power  brake  systems. 

May  17 — Jackson,  Miss. — Examiner  Cassidy: 
12565 — Macgowan    Coffee   Co.   vs.    New   Orleans   Northeastern   R.    R. 

Co.,  Director  General  et  al. 

May  17 — Cincinnati,  O. — Examiner  Worthington: 

13533 — The  Cincinnati  Grain  and  Hay  Exchange  Co.  et  al.  vs.  Aber- 
deen &  Rockflsh  R.  R.  Co.  et  al. 

May  18 — Washington,  D.  C. — Commissioner  Meyer  and  Examiner  Hart- 
man: 

Valuation  Docket  15 — In  re  Tonopah  &  Tidewater  R.  R.  Co. 
May  18 — Fort  Worth,  Tex. — Examiner  Fuller: 
13560 — Acme  Coffee  Co.  et  al.   vs.  Beaumont,  Sour  Lake  &  Western 

Ry.  Co.  et  al. 
13560,  Sub.  No.  1 — The  Cooper  Grocery  Co.  et  al.  vs.  The  Beaumont, 

Sour  Lake  &  Western  Ry.  Co.  et  al. 
13559— National  Coffee  Co.  et  al.  vs.  Gulf,  Colorado  &  Santa  Fe  Ry. 

et  al. 
May  18 — Chicago,  111. — Examiner  Butler: 

13680 — Armour  &  Co.  vs.  Director  General. 
13681 — Armour  &  Co.  vs.  Director  General. 
13682 — Armour  &  Co.  vs.  Director  General. 


vs.   Director  General,   Pere 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 

The  Traffic  Bulletin 

The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Order* 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

S— Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplement*  Filed  with  the  I.  C.  C. 

7— Tariff*  Rejected  by  the  I.  C.  C. 

8—  Express  Tariff*  Filed  with  the  I.  C.  C. 

»— Shipping  Board  Tariffs 
10— Adoption  Notice* 
11— Central  Freight  Association  Docket 
12— Central  Freight  Association  Hearing* 
13— C.  F.  A.,  Coal,  Coke  and  Iron  Ore  Docket 
14— Illinois  Freight  Association  Docket 
15— National  Perishable  Freight  Committee  Docket 
16— New  England  Freight  Association  Docket 
17— New  England  Freight   Association  Hearings 
18— Southern  Rate  Committee  Docket 
19 — Southern  Rate  Committee  Disposition* 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight   Bureau  Hearing* 
22 — Texas  Tariff  Bureau   Docket 
23 — Texan  Tariff  Bureau  Hearing* 
24 — Trunk  Line  Association  Docket 
25 — Trunk  Une  Associstion  Hearing* 
26— Trunk  Une  Coal  and  Coke  Docket 
27— Trunk  Line  Coal   and  Coke  Hearings 
28 — Western  Trunk  Line  Docket 
29 — Western  Trunk  Line  Hearings 
••—Western  Trunk  Line  DUposltiOBS 
SI— Transcontinental  Freight  Bureau   Docket 
32 — Transcontinental  Freight  Bureau    Disposition* 
33 — Southern  Ports  Foreign  Freight  Docket 
34— Consolidated  Classification  Docket 
35—  Embargo   Notices,   Modifications  and  Cancellations 
36— Steamship  Sailings 
37— Express  Clarification  Docket 
38—  Addreiw  of  Roses  Filing  Pint  Tariff  with  I.  C.  C. 

Sample*  and  full  information  free  on  regutit 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct    Freight   Service   Without  Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tientsin  ^Taku  Bar), 
Tsingtao,  Chinwangtao  and  Dairen 

SS  WEST  KEATS     .......        May  6 

SS  EASTERN  SAILOR  ......    June  6 

Shanghai,  Manila,  Hongkong 

SS  WEST  KEATS     .......        May  6 

SS  EASTERN  SAILOR  ......    June  6 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtre  River  Ports 

Per  information  retarding  Spac*.  Rite*,  etc..  apply  to 

UNITED  AMERICAN  LINES,  INC.,        »  ""tfrfcrk  c,«, 
UNITED  AMERICAN  LINES,  INC,    •» 
R.  T.  JOHNS  &  COMPANY,  INC,  e 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Decision  in  Rate  Case 


Announcement  by  the  Commission  of 
its  decision  in  the  General  Rate  Inquiry 
will  probably  come  soon. 

It  will  remove  uncertainty  as  to  the 
future  rate  situation  and  enable  buyers 
and  sellers  to  compute  buying  and  sell- 
ing costs. 

Disordered  relationships,  undue  and 
unfair  disadvantages  to  some,  with 
corresponding  advantages  to  others, 
may  result. 

In  whatever  contingency  that  may 
arise  we  are  well  equipped  to  assist  in 
the  correction  of  any  maladjustment. 
We  prepare  rate  and  statistical  analyses, 
surveys,  comparisons,  digests  of  de- 
cisions, etc. 


The   Traffic     Service    Corporation 

Special  Service  Department 
505  Colorado  Building  WASHINGTON,  D.  C 
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May  18  —  Cincinnati.  O.  —  Examiner  Worthington: 
13626—  The   Big   Mandy   Coal   and   Mining   Co.   vs.    Lenox   R.    R.    Co. 

et  al. 

May  18  —  Argument  nt  Washington.  D.  C.  : 

107W  —  Tidewater  Oil  Co.  vs.  Director  General,  C.  R.  R.  of  N.  J.  et  al. 
I.  and  S.  1490—  Grain  from  I.  C.  R.  R.  Illinois  points  to  New  Orleans. 

La.,  for  export. 
10526  —  Anaconda  Copper  Mining  Co.  et  al.  vs.  Director  General,  Ann 

Arbor  et  al. 
10581—  American   Smelting  and  Refining  Co.  et  al.  vs.  Director  Gen- 

eral. Ann  Arbor  et  al. 
May  18  —  New  Orleans,  La.  —  Examiner  Cassidy: 

13336—  Neal  Veneer  Co.  vs.  Marlanna  &  Blountstown  R.  R.  et  al. 
May  19  —  Washington,   P.  (".  —  Examiner  Jewell: 

*  I.  and  S.  1547  —  Hoots  and  shoes  from  Boston,  Mass..  and  Providence, 

R.  I.,  to  Petersburg.  Richmond  and  South  Richmond,  Va. 
May   19  —  Butte,   Mont.  —  Examiner  Keene: 

12929  —  Interstate   rates   on   grain,    grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
May  19  —  New  York,  N.  Y.  —  Examiner  Quevedo: 
13227  and  Sub.  No.  1  —  The  New  Jersey  Zinc  Co.  vs.  Director  General, 

A.  T.  &  S.  F.  et  al. 

May  19  —  St.  Louis,  Mo.  —  Examiner  Keeler: 
12737  —  Sloge  Coal  Corporation  vs.  Mo.  Pac.  et  al. 
12737,  Sub.  No.  1  —  Perry  County  Coal  Corp.  vs.  B.  &  O.  et  al. 
May  19  —  Milwaukee,  Wis.  —  Examiner  Gaddess: 

13459  —  Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 
May  19—  Argument  at  Washington,  D.  C.  : 
I.   and    S.    1431—  Cotton    and   cotton   linters   from   Mississippi   Valley 

points. 
May  19  —  Butte,  Mont.  —  Examiner  Pattison: 

13588  —  Western  coal  rates. 
May  19  —  Chicago,  111.  —  Examiner  Butler: 
13643  —  Lehigh   Portland    Cement   Co.    vs.    Director    General    and    111. 

Cent.   R.  R. 

May  20  —  St.  Louis,  Mo.  —  Examiner  Keeler: 
13646  —  Walter  A.  Zelnlcker  Supply  Co.  vs.  Director  General,  Sou.  Ry. 

et  al. 
I.  &  S.  1525  —  Classes  and  commodities,   from  Illinois,  Indiana,   Ken- 

tucky and  Missouri,  to  C.  &  O.  Ry.  stations. 
May  20  —  Argument  at  Washington,  D.  C.  : 
I.  and  S.  1489  —  Intermediate  switching  charges  at  Toledo,  O. 
11892—  U.  S.  War  Dept.,  Inland  Waterways,  Mississippi-Warrior  Ser- 

vice, vs.  Abilene  &  Southern  et  al. 
11893  —  U.-S.  War  Dept.,  Inland  Waterways,  Mississippi-Warrior  Ser- 

vice, vs.  Abilene  &  Southern  et  al. 
May  20  —  Indianapolis,  Ind.  —  Examiner  Worthington: 
13463  —  Indiana  State  Farm  vs.  Director  General. 
13532  —  Indiana  Coke  and  Gas  Co.  vs.  B.  &  O.  et  al. 
May  20  —  Milwaukee,  Wis.  —  Examiner  Gaddess: 
13516  —  The  Chamber  of  Commerce  of  the  City 

&  Q.  et  al. 
May  22  —  Washington,  D.  C.  —  Examiner  Jewell: 

*  I.  and  S.  1546  —  Cement  from  Leeds,  Ala.,  to  Virginia  cities. 
May  22  —  Washington,  D.  C.  : 

Valuation   Docket   159  —  In   re  tentative  valuation  of  the  property  of 

the  New  York,  Philadelphia  &  Norfolk  R.  R. 
May  22  —  Washington,  D.  C.  —  Examiner  Burnside: 

13602—  Ohio  and  Kentucky  Ry.  Co.  vs.  L.  &  N.  R.  R.  et  al. 
May  22  —  Argument  at  Washington,  D.  C.: 
11947  —  Armour  &  Co.  vs.  C.  of  Ga.,  Director  General  et  al. 
11947   (Sub.    No.   1)—  Armour  &   Co.   vs.   Mo.   Pac.,   Director  General 

et  al. 
13231  —  The   National  Association  of  S'and  and  Gravel  Producers  vs. 

Pa.  R.  R.  et  al. 
May  22  —  Chicago,  111.—  Examiner  T.  J.  Butler: 

1.  &  S.  1535  —  Lumber  from  California  to  Minnesota  and  Wisconsin. 
May  22  —  Atlanta,  Ga.  —  Commissioner  Eastman: 
13494  —  Southern  class   rate   investigation.     Numerous   fourth   section 

applications  which  relate  to  class  rates  in  southern  territory. 
May  22  —  Seattle,  Wash.  —  Examiner  Pattison: 

13588  —  Western  coal  rates. 

May  22  —  Indianapolis,  Ind.  —  Examiner  Worthington: 
13585—  The  Public  Service  Commission  of  Indiana  vs.  A    T    &  S    F 

et  al. 
May  22  —  Dallas,  Tex.  —  Examiner  Fuller: 

13608  —  Southern  Wire  and  Iron  Co.  et  al.  vs.  A.  C    &  Y    et  al 

13609  —  The  Hamilton  Carhartt  Cotton  Mills  vs.  A.  &  V.  Ry.  et  al. 
May  X  —  Tuscaloosa,  Ala.  —  Examiner  Cassidy: 

13534  —  Tuscaloosa   Cottonseed   Oil   Co.   vs.   Alabama  Great   Southern 
R.  R.  et  al. 


of  Milwaukee  vs.  C.  B. 


May  22 — New  York,  N.  Y. — Examiner  Quevedo: 
13444 — The  Chevrolet  Motor  Co.  of  California  vs.   Director  General, 

A.  T.  &  S.  F.  et  al. 

13488 — Richard  Yound  Co.  vs.  Director  General. 
May  22 — Spokane,  Wash. — Examiner  Keene: 

I.  and  S.  1508 — Routing  on  lumber  from  Potlatch,  Idaho. 
May  22 — St.  Louis,  Mo. — -Examiner  Keeler: 
13513 — Stuttgart  Rice  Mill  Co.,  a  corporation,  et  al.  vs.  Alabama  & 

Vicksburg  Ky.  et  al. 

May  23 — Augusta,  Me.— Public  Utilities  Commission  of  Maine: 
»  Finance   Docket  2313 — Application  of  Eastern  Maine   R.   R.  for   cer- 
tificate of  public  convenience  and  necessity. 

0  Finance   Docket  2314 — Application   of  Eastern  Maine   R.   R.   for  au- 
thority to  issue  securities. 

*  Finance  Docket  2315 — Application  of  Mattawamkeag  &  Eastern  R.  R. 

for  certificate  of  public  convenience  and  necessity. 

*  Finance  Docket  2316 — Application  of  Mattawamkeag  &  Eastern  R.  R. 

for  authority  to  issue  securities. 

May  23 — Argument  at  Washington,  D.  C. : 

12308 — Nebraska  Bridge  Supply  and  Lumber  Co.  vs.  Director  Gen- 
eral. 

12489 — Refinite  Co.  vs.  Director  General  and  C.  B.  &  Q. 

12599 — Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director  General,  I.  C. 
et  al. 

May  23 — New  York,  N.  Y. — Examiner  Quevedo: 
13400 — Trie   American  Agricultural   Chemical  Co.   et  al.   vs.   Director 

General. 
13423 — The  American  Agricultural   Chemical  Co.   et   al.   vs.   Director 

General. 
May  23 — Chicago,  111. — Examiner  Butler: 

13599 — Chicago  Fire  Brick  Co.  et  al.  vs.  A.  C.  &  Y.  et  al. 
May  24 — Danville,  111. — Examiner  Worthington: 

13521 — Pfltzemayer   Construction   Company   vs.    Director- General,    N. 

T.  C.,  et  al. 
May  24 — Kansas  City,  Mo. — Examiner  Keeler: 

I.  and  S.  11 — Wasteful  service  by  tap  lines — Prescott  &  Northwest- 
ern   R.  R.  Co.  and  Ouachita  &  Northwestern  R.  R.  Co. 
May  24— New  York.  N.  Y. — Examiner  Quevedo: 

13582 — General  Chemical  Company  vs.   Director-General. 

13547 — Allied  Machinery   Company  of  America  vs.   Director-General, 

P.  R.   R. 

May  24 — Chicago.  111. — Examiner  Butler: 
13551 — J.  D.  Hollingshead  Company  vs.  N.  Y.  C.  R.  R. 
13573 — J.    D.    Hollingshead   Company   vs.    Deering   Southwestern   Ry. 

et  al. 
May  24 — Houston,  Tex. — Examiner  Fuller: 

13652 — William  D.  Cleveland  &  Sons  et  al.  vs.  Beaumont,  Sour  Lake 

&  Western  Ry.  Co.  et  al. 
May  24 — Argument  at  Washington,  D.  C. : 
11965 — Galveston  Commercial  Assn.  et  al.  vs.  A.  &  V.  et  al. 
12100  Beaumont  Chamber  of  Commerce  vs.  Director  General.  Beau- 

mon  Wharf  &  Terminal  Co.  et  al. 

12100  (Sub.   No.  1) — Beaumont  Chamber  of  Commerce  et  al.  vs.  Di- 
rector General,  Beaumont,  Sour  Lake  &  Western  et  al. 
12982 — Weatherford,  Crump  &  Co.  vs.  Abilene  &  Southern  et  al. 

May  24 — Saginaw,  Mich. — Examiner  Gaddess: 
13411 — Saginaw  Milling  Co.   et  al.   vs.   Director  General,   Pere   Mar- 

quette  Ry.  et  al. 

May  24 — Birmingham,  Ala. — Examiner  Cassidy: 

13574 — Watters-Tonge  Lumber  Co.  vs.  Director  General.  South  Geor- 
gia Ry.  et  al. 
13624 — Watters-Tonge  Lumber  Co.  vs.  Director  General.  Alabama  & 

Northwestern  R.  R.  et  al. 
May  24^Kansas  City,  Mo. — Examiner  Keeler: 

9024 — Oakdale  &  Gulf  Ry.  Co. 
May  25 — Chicago,  111.' — Examiner  T.  J.  Butler: 

*  I.   and   S.   1543 — Binder   twine   from   trunk  line   territory  to  western 

destinations.    Such  fourth  section  departures  as  may  exist. 
May  25 — New  York,  N.  Y. — Examiner  Quevedo: 

13593 — The  Wheatena  Company  vs.  Director-General.  P.  R.  R..  et  al. 

13592 — Raritan  Aniline  Works  vs.  Director-General,  C.  R.  R.  of  N.  J. 
May  25 — Birmingham,  Ala.— Examiner  Cassidy: 

13612 — J.  R.  Thames  vs.  Sou.  Ry.  et  al. 

13621 — Fies  &  Sons  vs.  Director-General. 
May  25 — Peoria,  III. — Examiner  Worthington: 

13492 — Peoria  Brick  and  Tile  Company  vs.  C.  B.  &  Q.  et  al. 
May  25 — Detroit,   Mich. — Examiner  Gaddess: 

13637 — Alfred  T.  Wagner  vs.  Director-General,  Pere  Marquette,  et  al. 
May  25 — Houston,   Tex. — Examiner  Fuller: 

13486— Di vision  of  traffic  between  the  Gulf  &  Northern  Railway 
Company  and  its  connections. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Tetapnone.  Main 


CHICAGO 

418-4308.  MARKET  STREET 
Telephone.   Harrison  ftSOS 


MID-WEST 

CORRUGATED  FIBRE 

BOXES 

SINGLE  WALL 

For  greatest  strength  with 
lightest  weight. 

DOUBLE  WALL 

For  long  distance  or  export 
shipments. 

Also  MID-WEST 

WATERPROOF 

Corrugated  Fibre  Boxes 
Ideal  for  shipping  liquids  in 
glass,  all  commodities  to  wet 
weather  districts,  all  goods  con- 
taining moisture,  all  goods  which 
absorb  moisture  or  are  shipped 
with  ice. 


All  Double  Wall  and  Waterproof 

boxes  have  Mid-West  Triple  Tape 

Corners  and  Off-set  Score. 

Sample   furnished  free  —  original 
designs  to  meet  any  special  need. 


MID- WEST  Box  COMPANY 


Corrugated 
Fibre  Board 

Products 


Chicago 


Solid  Fibre 
Containers 

General 
Offices 

Conway  Building 
Chicago 


Wt  operate  our  own  BoiboarJ  and  Strawboard  Milli 
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Rapid  Transit 
And  The  Gateway— 


TO  HAVE 
'  WHAT  YOU  WANT 
1  WHERE  YOU  WANT  IT 
WHEN  YOU  WANT  IT 


^HE  old  axiom  that  the  speed 
-1  with  which  a  bottle  may  be 
emptied  depends  upon  the  neck 
holds  good  in  shipping  through 
"L.  C.  L."  freight — the  interchange 
gateway  is  the  neck  of  the  bottle. 


Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 


Why  I 


Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  interest 
everywhere. 


ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 

describing 

our  transfer 

service 


More  Than  Two  Million  Dollars  Invested  in  Facilities 
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Wetzel  Drop  Front 
Tariff   Files 


(PATENTED) 


Every  Tariff  in  its  place  at  the 
right  time  saves  money 

Can  you  afford  to  do  business 
without  them? 


si  \  I  N  good  reason*  why  you  should  install 
"Wetzel  Drop  Front  Tariff  Files"  In  your  Traffjc 
Department: 

I— They  *ave  time— they  save  money. 

2— They  provide,  by  direct  reference,  quick  and 
convenient  service. 

3 — They  require  no  indexing,  each  drawer  being 
labeled,  showing  what  tariff*  are  til.-.l  therein. 

4 — They  keep  the  tariff*  clean,  and  tariff*  cannot 
become  torn,  owing  to  the  principle  of  the 
tariff*  being  filed  flat. 

5 — They  can  be  enlarged  at  any  time,  a*  the  *ec- 
tion*  are  all  of  uniform  rise. 

•V— They  are  *ub*tantial  in  construction,  cannot 
get  out  of  order  and  never  need  be  replaced. 

7 — They  make  a  very  attractive  piece  of  office 
furniture,  and  can  be  finished  to  match  any 
color  you  desire. 


A  Tariff  File  that  give*  100' ,  service  for 

a  lifetime  is  a  necessary  and 

paying  investment. 


— Tl— Tav    Section 


— T2— T»rl«   flit 


T3   T  >  r  i  a  m« 

Section  with 
16  — J  Inch 
Drop  Front 
Drmmn. 


TS    81  tdln  8 
-  -   Bte- 


-T4— T  a  r  I  ff   file 
Section  wlih 
11  —  4  Inch 

'  *r  •;•      ^  •  !.'. 

Drawn 


— Tt — T*o  -  drawer 
Ston«  Bu- 
tton. 


— T7    8  an  Ittrr 
B  a  •  t  B*o- 

UCXL 


H^ri're   Today  for   Information 


P.  A.  WETZEL  COMPANY 


City  Salesroom: 


305  South  Wabash  Avenue,  Chicago 

Telephone:   Harrison  6640 


Addres*  all  correipondence 

General  Office  and  Factory: 
Springfield,   Illinois 
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SOUTHERN     PACIFIC     LINES 


®  OFFLINEAGENCIES 
©  GATEWAYS 


Ashli 


fan 


5*"' 


SV" 


^**~z^ 

Where  they  reach 


^^^s^^ 

Where  to  reach  them 


The  Southern  Pacific  Pioneered 

the  use  of 

OIL  vs.  COAL 

Insuring  freedom  from  cinders 
Via  SUNSET  ROUTE,  New  Orleans  to  Pacific  Coast. 


The  same  policy  now  adopted  on  our  Steamship  Line 

NEW  YORK  TO  NEW  ORLEANS 

Increases  the  delights  of  ONE  HUNDRED  GOLDEN  HOURS  AT  SEA 

S.  S.  "Momus"  already  converted  to  an  Oil  Burner 
S.  S.  "Creole"  to  follow 
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A.  E.  HElS  CW. 


Nm  Burvu 


'  >l  tnd  of  period  unlcu 
tn  to  eorttnry  n  (twn. 
All  return.  *ouU  b.  m«*i  p.ymblt  to  ord.  of  THE  TRAFFIC  SERVICE   COR 
rORATION.  ChK»«t  uid  rfould  b.  ,n  On*  or  Nn>  York  octun*. 

TERMS  OF  SUBSCRIPTION 

ONE  YEAR tlLM 

SIX  MONTHS '..».«• 

THREE  MONTHS J.»0 

SINGLE  COPY JS 

4IM30  South  Market  Street.  Colorado  Building. 

CHICAGO.  ILL  WASHINGTON.  D.  C. 

PRESIDENT  AND  THE  RATE  DECISION 

\\c  .if  n»t  prepared  at  this  time  to  say  what  is  the 
-on  lor  the  delay  in  the  decision  of  the  Commission 
in  the  general  rate  inquiry  or  for  the  dinner  to  be  given 
to  railroad  presidents  by  President  Harding  the  evening 
May  2<>.  \Ve  do  say.  however,  that,  at  this  writing,  it 
looks  \ery  much  as  if  the  President  had  asked  the  Com- 
mission. ..r  -ome  members  of  it.  to  delay  promulgation 
of  the  decision  until  after  the  dinner,  and  that  certain 
members  of  the  Commissj.  m  were  acquiescing  in  his 
plan.  We  are  not  clear  as  to  just  what  the  President 
might  hope  to  accomplish,  if  this  theory  prove*  true,  and 
we  may  never  know,  even  if  the  theory  is  correct  and 
his  supposed  plan  is  carried  out;  for  if  the  decision 
now  written,  is  altered,  it  would  probably  not  become 
known  definitely  just  what  changes  were  made  or  why 
they  were  made,  and  it  might  never  become  definitely 
known,  either,  just  what  took  place  at  the  dinner  and 
what  promises  were  made.  \\  <•  surest  to  ,.ur  readers 
that  they  watch  events,  a-  we  shall  do.  and  make  up 
their  minds,  on  the  strength  of  the  best  information 
available,  as  we  shall  do,  as  to  what  has  taken  place 

We  do  not  this  time,  that  the   President's 

interference — if  he  is  interfering — will  result  in  anything 
harmful.  Indeed,  it  is  possible  that  it  might  result  in 
something  helpful.  Of  that  we  shall  judge  when 
wt  know  more  about  it.  But  we  do  say,  regardless  of 
results,  that  we  have  had  enough  of  presidential  and 
political  interference  with  this  and  other  matters  before 
the  Commission  and  enough  of  members  of  the  Com- 
mission who  permit  such  int  .  It  may  be  human 
for  a  member  of  such  a  body,  who  owes  hi-  ip|>oint- 
mcnt  to  the  President,  to  yield  to  the  wishes  of  the 
President,  but,  neverttu  :  want  none  of  that  sort 
of  yielding. 

The   place   for   the    President,  or   anybody   else   who 
had  ideas  as  to  how  this  rate  caw  should  be  decided,  to 


make  his  ideas  known  was  in  the  long  and  elaborate 
hearing  conducted  by  the  Commission.  There  is  no 
more  propriety  in  his  interfering  now  than  there  would 
be  in  such  interference  through  the  back  door  of  a  court 
room  after  a  case  had  been  heard.  Either  we  are  to 
have  regulation  by  an  unbiased  Commission,  which 
hears  ;yid  decides  a  case  on  its  merits,  or  we  are  to  have 
regulation  by  political  expediency.  It  is  well  that  we 
should  know  now  which  it  is  to  be. 

If  it  is  possible  to  do  so — and  our  information  is 
that  it  i-  possible  and  that  the  decision  has  been  practi- 
cally completed  for  a  week — the  Commission  should 
promulgate  its  ruling  before  the  President  holds  his 
dinner,  for,  even  if  it  is  only  waiting  out  of  courtesy  to 
the  President  and  has  no  intention  of  altering  and  does 
not  alter  its  decision  by  reason  of  anything  he  may  say 
or  that  takes  place  at  his  dinner,  it  might  be  difficult  to 
convince  the  public  beyond  doubt  that  the  decision,  after 
the  dinner,  was  the  same  as  it  would  have  been  if  it 
had  been  promulgated  before  the  dinner. 


THE  ASSOCIATED  TRAFFIC  CLUBS^ 

The  organisation  in  Chicago  this  week  of  The  Asso- 
ciated Traftic  Clubs  of  America  (the  story  of  which  is 
told  elsewhere)  marks,  we  hope,  the  beginning  of  a  new 
era  in  transportation.  At  least  the  new  organi/ation 
ha«  the  opportunity  thus  f  distinguish  itsilf.  Its  suc- 
•Aill  depend  on  the  willingness  of  traffic  clubs  to 
become  membeis  of  the  association  and  on  the  wisdom 
and  broadness  ,,f  \isjon  with  which  it  functions. 

The  object,  brietlv.  is  to  take  advantage  of  the  spe- 
cial knowledge  along  transportation  lines  of  the  thou- 
sands ,,f  men  who  are  members  of  traffic  clubs  and  the 
^Mff"hat  their  combined  views — in  so  far  as  their  views 
on  transjK.rtation  problems  of  general  public  interest 
may  be  crystalli/ed—  represent  both  the  carrier  and  the 
shipper  side  of  questions  considered,  to  educate  the  pub- 
lic and  the  servants  of  the  public  in  Congress  and  else- 
where to  proper  understanding  of  transportation  ques- 
tions and  to  influence  the  adoption  of  wise  policies. 
There  i^  no  other  agency  to  which  we  may  look  for  this 
sort  of  guidance.  There  are  associations  of  shippers 
and  of  carriers  governed  by  greater  or  less  desire  to  be 
fair  and  wise ;  but,  even  if  they  succeed  in  being  fair 
and  wise,  their  conclusions  arc  regarded  with  doubt  be- 
cause of  the  possibility  of  bias.  The  conclusions  of  this 
new  organi/ation  must  be  received  as  being  free  from 
self-interest.  The  other  qualities  to  be  sought  are  that 
they  shall  be  wise  and  that  they  shall  be  representative 
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Gulf,  Mobile  and 
Northern  Railroad 

Maintains  Daily  Through  Fast  Freight  Schedules 

via  connections  at  Bells,  Jackson,  Middle- 
ton,  Tennessee,  New  Albany,  Newton, 
Laurel,  Miss.,  and  Mobile,  Alabama,  afford- 
ing quick  deliveries  between  Northern  cen- 
ters and  Southern  and  Southwestern  points. 

SOUTHBOUND  NORTHBOUND 

9:30  AM  4:30  PM  Lv.  Jackson  Ar.  10:20  PM  8:50  AM 
5:00  PM  12:3Q  AM  Lv.  New  Albany  Ar.  3:00  PM  1:45  AM 
4:39  AM  1:20  PM  Ar.  Newton  Lv.  2:30  AM  12:25  PM 

5:00  PM  Ar.  Meridian  Lv.  9:50  AM 

7:40  AM    4:30  PM  Ar.  Laurel       Lv.  11:40  PM    9:30  AM 

4:10  AM  Ar.  Mobile      Lv.  10:00  PM 
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of  the  best  transportation  thought  in  as  many  communi- 
ties as  possible.  That  our  readers  may  here  have  before 
them,  in  the  language  of  the  new  organization  itself,  its 
ideas  of  its  purpose,  we  quote  the  following  from  its 
constitution : 

Believing  that  the  settlement  of  most  transportation  prob- 
lems of  national  and  general  concern  depends  largely  on  under- 
standing of  them  and  on  a  realization  that  the  interests  of  car- 
rier, shipper  and  public  are,  for  the  most  part,  identical,  this  or- 
ganization will  attempt,  by  urging  consideration  of  public  trans- 
portation questions  by  its  members  and  by  transmitting  the 
views  reached  as  a  result  of  such  consideration  to  those  whose 
function  it  is  to  make  and  to  enforce  the  laws,  as  well  as  by 
suitable  procedure  for  the  purpose  of  informing  the  public  and 
those  to  whom  its  views  are  transmitted,  of  the  size  and  scope 
of  the  organization,  the  peculiar  fltness  of  its  members  to  deal 
with  the  kind  of  problems  considered,  and  the  weight  that  should 
be  given  to  its  conclusions  because  of  the  fact  that  it  is  com- 
posed of  representatives  of  both  carriers  and  shippers,  to  en- 
courage such  national  transportation  policies  as  will.  In  Its 
opinion,  be  most  likely  to  result  in  reasonable  rates  and  adequate 
service  for  users  of  transportation,  and  reasonable  profits,  under 
fair  regulation,  for  the  transportation  companies. 

The  new  organization  is  starting  out  modestly,  as 
to  its  machinery,  the  idea  bein^'  t->  make  the  experiment 
as  inexpensive  as  possible  for  member  clubs,  at  least 
until  there  is  opportunity  to  demonstrate  tin-  value  of 
the  public  service  that  can  be  done.  It  may  be  possible 
and  advisable  then  to  employ  the  usual  kind  of  organi- 
zation. But  for  the  present,  in  the  interest  of  economy 
as  well  as  of  expedition,  the  novel  plan  has  been  adopted 
of  having  all  the  work  of  president,  secretary  and  tr> 
urer  done  by  the  president,  who  is  really  an  executive 
officer,  '  l>y  the  title  of  president  and  responsible 

only  to  the  board  of  <1  He  receives  no  -alary 

and  is  allowed  only  the  necessary  expense  of  clerical 
help,  postage,  printing,  stationer),  and  the  like.  \-- 
one  can  say  that  the  formation  of  the  organization  has 
in  the  slightest  measure  been  influenced  by  the  desire 
to  create  a  fat  job  for  somebody  or  even  a  high  position 
with  much  glory  and  no  work.  Mr.  Banham.  the  pr 
dent,  has  accepted  a  place  that  means  hard  work  and 
much  of  it.  It  is  an  honor,  to  be  -urc,  t<>  1><  chosen  to 
head  an  organization  of  this  sort,  but  it  is  one  that  he 
will  earn. 

The  work  of  the  new  association  for  the  first  two 
or  three  months  will,  i>i  -t  almost  solely 

of  enrolling  member  clubs.  Several  clubs  sent  dele- 
gates to  the  first  national  meeting  with  power  to  join 
the  new  organization.  Even  the<<-  must  go  through  the 
formalities  of  presenting  applications  and  paying  dues 
as  the  prerequisites  of  membership.  Many  others,  as 
soon  as  their  delegates  report,  will  decide  to  become 
members  at  once.  But  these  routine  proceedings.  C-IM-- 
cially  under  the  ct:  procedure  of  ni"-t  of  the 

clul  time.     Still   others,  because   they   have   not 

kept  in  touch  with  what  was  proposed  and  did  not  send 
del-  the  national  meeting,  will  have  to  l>c  "sold" 

on  the  national  plan.  This  will  take  some  time  and 
hard  work.  We  hope  all  the  clubs  will  give  earnest  and 
prompt  consideration  to  the  matter  and  decide  at  once 
to  lend  their  support  to  the  national  organization,  at 
least  for  the  first  year.  Certainly  they  can  do  no 
than  that. 

For  the  officers  of  the  national  organization  there 
is  also  the  immediate  work  of  inducing  organization 
purely  industrial  traffic  men,  or  industrial  traffic  clubs, 


of  which  there  are  many,  to  change  their  character  by 
admitting  representatives  of  carriers,  thus  making  them- 
selves eligible  to  membership  in  the  national  organiza- 
tion and  contributing,  not  only  to  the  national  welfare, 
but  to  their  own  local  strength.  There  are  also  some 
purely  railroad  organizations  or  clubs  that  might  take 
in  industrial  traffic  men  and  become  eligible.  There  is 
also  a  fertile  field  for  labor  in  the  fact  that  in  many 
cities  large  enough  to  warrant  them,  there  are  no  traffic 
clubs  at  all,  and  that  in  various  other  localities  smaller 
towns  might  join  in  the  formation  of  district  traffic 
clubs. 

There  are  perhaps  seventy-five  bona  fide  traffic 
clubs  composed  of  representatives  of  both  shippers  and 
carriers.  There  arc  twenty-five  or  more  clubs  that  are 
purely  industrial.  Every  one  of  the  seventy-five  should 
join  the  national  organization  at  once  and  every  one  of 
the  twenty-five  should  enlarge  its  scope  at  once  and 
join  immediately  thereafter.  And  certainly  there  is  op- 
portimity  for  a  hundred  or  more  new  clubs.  That  there 
is  now  a  national  organization  through  which  they  may 
function  will,  we  hope,  be  sufficient  added  inducement 
for  them  to  materialize. 

There  is  one  thing  we  wish  to  point  out  both  to 
clubs  that  are  now  organizing  and  to  the  old  clubs. 
That  is  the  necessity,  in  so  far  as  the  work  of  the  na- 
tional association  is  concerned,  for  the  kind  of  machin- 
ery that  will  permit  prompt  action.  It  will  avail  little 
if,  when  a  question  that  demands  action  is  up  for  con- 
sideration and  the  national  headquarters  or  some  mem- 
ber club  starts  something,  action  is  hindered  because 
this  or  that  club  has  not  had  a  yieeting  of  this  or  that 
committee,  or  the  board  of  governors  has  not  had  its 

ilar  meeting.  This  thing  is  to  be  taken  seriously. 
not  only  as  to  the  kind  of  subjects  to  be  considered  but 
as  to  expedition  and  forcefulness  in  the  method  of  han- 
dling them. 


TRAFFIC  MEN  FOR  PRESIDENTS 

We  commend  to  our  readers  an  article  in  The 
World'-  Work  for  May  by  Philip  Cabot,  banker,  on  the 
subject.  "Why  Big  Businesses  Often  Fail."  He  an- 

r-  his  ,i\vn  question  by  stating  that  business  evolu- 
tion has  resulted  in  the  selection  of  "engineers,  or  what 
amount  to  the  same  thing,  operating  men,  to  man 
the  larye  enterprises."     He  applies  this  to  the  railroads 
,-AlMV:   "It  is  a  curious  and  interesting  fact  that  the  very 
great  majority  of  all  the  railroads  in  the  United  States 
are  led  today  by  men  essentially  of  operating  and  engi- 
neering training.    The  traffic  men,  the  men  of  the  sal 
man  type,  have  been  largely  eliminated,  and  that  tends 
to  be  true  in  all  large  enterprises." 

He  explains  the  reasons  for  the  selection  of  this 
kind  of  men  by  boards  of  directors  who,  in  turn,  are 
controlled  by  bankers,  and  shows  why,  although,  in  cer- 
tain respects,  they  appeal  to  the  bankers,  they  are  not 
the  men  best  fitted  to  make  business  successes  of  their 
roads. 

Their  is  nothing  new  in  this  theory  to  us,  though 
we  are  pleased  to  have  this  confirmation  of  it.  We  have 
nothing  against  the  engineers  and  the  lawyers  and  the 
others  that  arc  called  to  head  the  railroads,  nor  do  we 


1088 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  20 


say  that  they  are  always  failures.  But  we  do  say  that 
the  traffic  end  of  railroading  is  the  business  end.  The 
traffic  men  are  the  railroad  men  who  correspond  to  the 
business-getters  in  other  business — the  men  who,  in 
other  business,  are  responsible  for  its  success,  as  dis- 
tinguished from  its  civil  engineers,  its  lawyers,  its  archi- 
tects, its  accountants,  and  its  chemists.  We  have  long 
preached  the  idea  that,  if  traffic  men  cannot  always  be 
allowed  to  head  the  railroads,  they  at  least  should  be 
allowed  to  formulate  its  business  policies.  Generally, 
the  traffic  men  of  the  railroads  can  sit  down  with  the 
traffic  men  of  the  industries  and  reach  a  settlement  in  a 
business  problem  that  will  be  fair  and  satisfactory  to 
both  sides.  Generally,  when  the  matter  is  taken  out  of 
their  hands — as  it  usually  is,  when  it  is  of  great  im- 
portance— and  settled  by  the  chief  executives,  there  is 
dissatisfaction,  either  because  it  is  settled  according  to 
somebody's  arithmetical  and  arbitrary  idea  of  what 
ought  to  be  done,  because  that  is  the  way  it  always  has 
been  done,  or  because  the  "higher  ups;'  indulge  in  politi- 
cal machinations.  That,  it  has  always  been  our  opinion, 
is  one  of  the  things  the  matter  with  the  railroads. 


TRAFFIC    CLUBS   AT    PLAY   AND   WORK 

As  illustrating  how  traffic  clubs  function  clumsily, 
because  of  complicated  machinery  and  lack  of  serious 
attention  to  business,  we  cite  the  following:  Some 
members  of  a  certain  traffic  club  about  two  months  ago 
thought  a  certain  local  matter  ought  to  receive  atten- 
tion from  the  .club.  They  wrote  the  board  of  governors 
to  that  effect.  The  board  referred  the  matter  to  the 
public  affairs  committee.  The  committee  referred  it  to 
a  sub-committee.  The  sub-committee  prepared  a  reso- 
lution and  sent  it  to  the  committee.  The  public  affairs 
committee  has  not  since  then  had  a  meeting  and  yet  the 
resolution  is  sent  to  members  by  the  secretary  of  the 
club  as  a  recommendation  of  the  public  affairs  commit- 
tee. The  communication  of  the  secretary  says :  "The 
board  of  governors,  at  its  last  meeting,  approved  a  rec- 
ommendation from  the  public  affairs  committee  and  re- 
spectfully submits  the  following,  trusting  that  the  mem- 
bers will  lend  their  aid  to  the  end  desired."  Then  fol- 
lows the  resolution,  which  says:  "The  members  of  fhc 
club  pledge  themselves  as  good  citizens,"  etc. 

Because  the  resolution  was  worded  as  a  pledge  of 
members  of  the  club  and  yet  there  seemed  to  be  no 
opportunity  given  members  to  vote  on  it,  a  letter  was 
written  to  the  secretary  of  the  club  asking  the  status 
of  the  resolution.  He  did  not  answer  the  letter.  The 
president  of  the  club  was  asked  what  It  meant.  He  said 
it  was  the  intention  of  the  board  of  governors  merely 
to  send  the  resolution  to  members  for  their  thoughtful 
consideration  and  that  it  was  not  intended  that  they 
should  vote  on  it.  He  admitted  that,  as  that  was  the 
purpose  of  the  action,  the  resolution  should  have  been 
rewritten  in  order  to  be  consistent  with  the  purpose. 
Another  member  of  the  board  of  governors  who  was 
present  at  the  meeting  when  the  matter  was  considered 
— a  former  president  of  the  club— said  his  understanding 
was  that  a  mail  vote  of  members  was  to  be  taken  and 
that  the  secretary  had  evidently  mistaken  the  purpose. 


Still  another  member  of  the  board  who  was  present  at 
the  meeting  said  he  didn't  know  "what  the  -  '  the 
idea  was.  And  there  you  are. 

That  sounds  like  a  funny  story,  but  our  purpose 
was  not  to  tell  a  funny  story.  It  was  to  point  a  moral. 
The  moral  is  that,  though  traffic  clubs  may  play  as 
much  as  they  like  at  minstrel  shows  and  clam  bakes 
and  golf  outings,  they  should  take  themselves  somewhat 
seriously  when  they  deal  with  public  affairs — that  is, 
they  should  do  so  if  they  wish  other  people  to  take  them 
so.  If  they  are  not  enough  interested  in  the  affairs  of 
their  community  to  pay  serious  attention  to  them  and 
to  let  their  attention  take  form  in  intelligent  action,  they 
should  not  attempt  to  deal  with  them  at  all. 


TRANSPORTATION   OF   LIQUOR 

The   Traffic   World   Washington  Bureau 

The  Supreme  Crmrt  of  the  United  States  this  week  affirmed 
the  U.  S.  Circuit  Court  of  Appeals  for  the  Ninth  Circuit  in  No. 
.  267,  Rainier  Brewing  Co.  vs.  Great  Northern  Pacific  Steamship 
Co.  The  effect  of  the  decision  is  to  affirm  a  judgment  which 
the  Northern  Pacific  railroad  obtained  against  the  brewing  com- 
pany for  the  transportation  of  two  carloads  of  beer  to  Seattle, 
Wash.,  in  1917. 

The  brewing  company  shipped  the  beer  to  the  American  Trans- 
fer &  Drayage  Co.  at  S«attle,  the  two  carloads  containing  2,565 
separate  packages  in  cases  addressed  to  separate  individuals.  The 
shipment  moved  by  water  to  Flavel,  Ore.,  thence  by  rail  to  Port- 
land, Ore.,  and  thence  by  the  Northern  Pacific  to  Seattle.  It  was 
billed  in  carload  lots  and  took  a  through  carload  rate  at  the 
point  of  origin,  which  was  paid. 

When  the  cars  reached  Portland  the  Northern  Pacific  re- 
fused to  accept  them,  claiming  that  it  could  not  lawfully  carry 
intoxicating  liquors  in  carload  lots  into  the  state  of  Washing- 
ton under  the  federal  law  and  the  prohibition  law  of  Washington. 
Thereupon,  the  liquor  was  rebilled,  each  package  or  case  sepa- 
rately, and  the  railroad  company  carried  it  to  Seattle  and  de- 
livered it  to  the  individual  consignees. 

The  suit  was  brought  originally  by  the  Northern  Pacific  to 
recover  the  difference  between  the  carload  rate  and  the  L.  C.  L. 
rate,  which  it  claimed  should  have  applied  on  the  shipment  as 
rebilled  to  comply  with  the  state  law  of  Washington.  The  Su- 
preme Court  said  the  only  question  was:  "Could  the  railroad  com- 
pany lawfully  transport  the  beer  to  Seattle  and  deliver  it  to  the 
American  Transfer  &  Drayage  Co?"  It  then  said  it  was  clearly 
the  duty  of  the  railroad  company  to  refuse  to  do  that  and  that  It 
acted  within  its  rights. 

In  Nos.  615  and  639,  the  Supreme  Court  held  that  under  the 
Constitution  and  the  Volstead  act  intoxicating  liquor  cannot  be 
transported  from  a  foreign  port  through  some  part  of  the  United 
States  to  another  foreign  port  because  neither  the  Constitution 
nor  the  statute  make  provision  for  excepting  liquor  from  the 
terms  of  the  law. 

In  No.  615,  John  A.  Grogan,  collector  of  internal  revenue  of 
the  first  district  of  Michigan,  et  al.  vs.  Hiram  Walker  &  Sons, 
Ltd.,  the  Supreme  Court  reversed  the  District  Court  of  the  East- 
ern District  of  Michigan  which  had  granted  an  injunction 
prayed  for  by  Hiram  Walker  &  Sons  to  prevent  the  collector  from 
enforcing  regulations  against  the  shipment  of  whiskey  in  bond 
from  Canada  via  Detroit  to  Mexico,  Central  and  South  America. 

In  No.  639,  The  Anchor  Line,  Ltd.,  vs.  George  W.  Albridge, 
collector  of  customs  of  the  port  of  New  York,  the  District  Court 
for  the  Southern  District  of  New  York  refused  an  injunction 
in  practically  an  identical  case.  The  Supreme  Court  sustained 
the  action  of  that  court. 


N.  Y.  C.-CHICAGO  TERMINALS 
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The  Commission,  May  18,  authorized  the  New  York  Central 
to  acquire  the  Chicago  River  &  Indiana  and  the  Chicago  Junc- 
tion railroads  on  the  terms  set  forth  in  the  New  York  Central's 
application,  and  on  the  seventeen  conditions  proposed  by  Ex- 
aminer Ray  W.  Clarke,  in  the  first  tentative  report  in  that  case. 
That  condition,  which  provided  that,  if  any  part  of  the  condi- 
tions were  held  invalid  the  whole  authorization  should  lapse,  was 
omitted.  Commissioners  Daniels  and  Hall  wrote  concurring 
opinions,  while  Commissioners  Meyers  and  Eastman  wrote  dis- 
sents. Aitchison  held  with  Meyers,  Campbell  with  Hall,  and  Cox 
with  Eastman. 


Regular  subscribers  for  The  Traffic  World,  when  in 
Washington,  D.  C.,  may  obtain  copies  of  the  magazine 
at  our  Washington  office  in  the  Colorado  Building. 


Mar  20,  1922 


THF.    TRAFFIC     WORLD 


Current  Topics 

in  Washington 


False  Pretenses  in  the  Name  of  the  Taxing  Power. — A  hard 
blow,  well  informed  men  belteve,  was  given  to  the  false  pre- 
tense statutes  when  the  U.  V.  Supreme  Court  held  the  child 
labor  law  and  the  future  trade  part  of  the  grain  control  act  to 
be  abuses  of  the  taxing  power.  The  highest  tribunal,  for  many 
years,  it  has  seemed  to  those  who  particularly  like  the  theory 
of  states  within  a  state,  has  been  closing  its  eyes  to  the  false 
pretenses  practiced  in  the  name  of  the  taxing  power,  the  most 
conspicuous  of  which,  aside  from  the  statutes  declared  invalid 
this  week.  Is  the  oleomargarine  law.  That,  however,  is  such 
a  venerable  example  of  prohibition  under  pretense  of  taxation 
that  it  Is  not  to  be  inferred  that,  because  the  Supreme  Court. 
ID  the  language  of  Chief  Justice  Taft.  "could  not  close  its  eyes," 
the  oleomargarine  law  is  also  to  go  into  the  discard.  On  the 
contrary,  it  has  run  the  icauntlet.  Tin-  future  trading  act  pro- 
posed, by  means  of  prohibitive  taxation,  to  prevent  trading  that 
would  not  subject  Itself  to  regulation  by  the  national  authority. 
That  which  submitted  to  an  authority  outside  of  the  state  in 
which  the  transaction  took  place  was  to  be  allowed  to  go  on. 
That  which  would  not  subject  Itself  to  the  outside  authority 
was  to  be  taxed  to  death.  The  decisions  in  the  two  cases,  It 
is  suggested,  will  put  an  end  to  the  theory  that  the  Supreme 
Court  of  the  United  States  subscribes  to  the  doctrine,  without 
limitation,  that  the  power  to  tax  U  the  power  to  destroy,  and 
thereby  accomplish  Indirectly  something  Congress  could  not  do 
directly.  In  taxing,  apparently.  Congress  will  hereafter  will 
have  to  be  careful  to  make  the  tax  so  low  that  the  business 
can  be  carried  on.  else  the  tax  may  not  come  within  the  defini- 
tion of  an  excise  tax.  imposed  on  the  privilege  of  doing  business. 
The  Chief  Justice,  in  his  opinion,  said  the  good  to  be  sought 
by  unconstitutional  laws  was  an  Insidious  feature  because  It 
led  citizens  and  legislators  of  good  purpose  to  promote  It  with- 
out thought  of  the  breach  It  would  make  In  "our  ark  of  the 
covenant"  or  the  harm  that  would  come  from  a  breaking  down 
of  the  recognized  standards.  In  the  maintenance  of  local  self- 
government,  on  the  one  hand,  and  the  national  power  on  the 
other,  our  country,  he  said,  had  been  able  to  endure  and  prosper 
for  nearly  a  century  and  a  half.  Those  who  have  an  apprecia- 
tion of  the  sharpness  of  the  tongues  of  the  good  women  who 
have  not  much  conception  of  the  fundamentals  on  which  the 
thirteen  colonies  built  their  right  to  capitalize  the  words  "United 
States,"  know  It  took  some  courage  for  the  Justices  of  the  Su- 
preme Court  to  make  the  child  labor  law  decision.  The  decision. 
It  Is  expected,  will  cause  the  court  to  come  In  for  round  de- 
nunciation. 


Car  Loading  in  Russia  and  America.— There  Is  no  reason  for 
suspectlnic  that  the  average  American  has  an  adequate  concep- 
tion of  what  his  country  really  Is.  A  few.  such  as  Herbert 
Hoover,  have  been  compelled  to  learn  what  their  country  Is.  in 
comparison  with  others.  For  Instance,  the  Secretary  <>• 

has  a  report  that  the  average  dally  loading  on  Russian 
railroads,  under  the  soviet  government,  la  something  like  5.500 
Ions.  That  loading  uses  up  about  seventy-five  per  cent  of  the 
available  equipment.  Of  course,  the  men  who  read  The  Traffic 
World  know  what  5.500  tons  a  day  means.  Most  of  them,  how- 
ever, will  be  Inclined,  perhaps,  to  question  the  accuracy  of  the 
declaration  that  Hoover  has  such  a  report.  It  looks  so  Inade- 
quate. Fifty-five  hundred  tons!  That  Is  not  even  a  mouthful. 
In  the  week  ending  May  13.  the  loading  of  coal  In  the  country 
amounted  to  4.500.000  tons,  or  750.000  teas  a  day.  at  a 
when  the  production  Is  short  on  account  of  a  strike.  In  that 
'here  were,  on  the  sidetracks,  about  11.000  cars  for  which 
billing  Instruction*  had  not  been  given.  The  average  loading 
«e  to  56  tons  a  car.  In  other  words,  there  were  605.000 
tons  of  coal  collected  on  sidetracks  at  billing  points,  such  as 
Russell.  Ky..  for  which  there  was  no  demand  -  more  than  the 
Russian  railroads  could  haul  In  a  week.  That  was  the  loose 
change,  so  to  speak,  left  lying  around  the  house  after  the  maid 
had  paid  the  small  bills  at  the  front  iloor,  for  which  the  mis 
tress  of  the  house  had  not  found  use.  and  It  was  equal  to  more 
than  ten  days  of  loading  for  the  railroads  in  an  empire  In 
which  exist  more  human  beings  than  In  the  United  States.  The 
dally  car  loading  In  (he  empire  that,  according  to  American 
transportation  standards.  Is  dead,  would  furnish  two  trains  for 
the  averavi  ui  railroad.  It  wmilil  be  one  good,  stiff  train 

for  some  of  the   roads   that   serve  the  rich  mining   regions  of 
Virginia. 


straight  gambling  game  in  which  each  player  stands  to  win  or 
to  lose  from  or  to  every  other  player.  However,  it  has  been 
made  apparent  in  the  last  week,  men  who  spend  thousands  of 
dollars  to  present  facts  to  the  Commission  in  a  general  rate 
inquiry  do  not  like  the  idea  of  having  the  President  call  into 
consultation  one  side  to  the  controversy,  to  the  exclusion  of  the 
other,  to  talk  about  some  phrase  of  the  big  case,  not  disclosed. 
There  has  been  a  query  as  to  what  was  the  use  of  having  spent 
hundreds  of  thousands  of  dollars  to  get  up  testimony  even  if  it 
were  possible  the  President  would  persuade  the  railroad  ex- 
ecutives to  concede  more  than  the  shippers  who  had  spent  the 
money  claimed  they  were  entitled  to  receive.  The  thought  was 
that,  if  a  President  could  ask  for  more  for  shippers  than  the 
Commission  felt  it  could  order  the  railroads  to  give,  the  time 
might  come  when  a  President  would  suggest  the  giving  of  less 
than  the  testimony  showed  would  be  reasonable.  In  1914,  Presi- 
dent Wilson  made  it  known  that  he  hoped  for  increases  in  rates, 
and  shippers  were  irritated,  although  the  former  President  said 
he  did  not  desire  to  influence  the  Commission.  President  Hard- 
ing, in  one  way  and  another,  had  indicated  the  same  desire  to 
abstain  from  things  calculated  to  influence  the  Commission, 
which  is  supposed  to  think  only  of  the  evidence.  But,  it  is  sug- 
gested, the  Commission  is  composed  of  men  who  are  human,  as 
well  as  candidates  for  re-appointment.  Not  all  are  so  Inde- 
pendent as  Commissioner  Hall,  who  did  not  call  on  the  senator 
from  his  state  to  introduce  him  when  his  term  was  about  to 
expire.  His  abstinence  in  that  respect  finally  got  on  the  nerves 
of  the  senator  to  such  an  extent  that  he  expressed  a  wish  that 
Mr.  Hall  would  send  him  his  picture  so  he  could  see  what  the 
commissioner  looked  like,  because  he  had  endorsed  him  for  re- 
appointment.  If  all  were  as  independent  as  that,  perhaps  it 
might  be  possible  for  a  President  of  the  United  States  to  display 
activity  just  about  the  time  of  a  big  rate  decision  without  excit- 
ing shippers  and  railroad  men  to  sarcastic  remarks  about  wast- 
ing time  and  money  to  appear  before  the  Commission  when  It 
would  have  been  cheaper  to  have  sent  a  politician  or  two. 


Obstacles  for  American  Ships. — The  American  merchant 
marine  already  In  existence,  according  to  Wlnthrop  I..  Marvin. 
vice-president  and  general  manager  of  the  American  Steamship 
Owners'  Association,  even  now  meets  a  "competition"  such  as 
the  average  American  probably  has  not  Imagined.  In  a  recent 
article  on  the  subject  Mr.  Marvin  reported  an  incident.  He  said: 
"An  American  ship  flying  your  fla«  and  my  flag  arrived  some 
months  ago  at  a  West  African  port — a  colonial  port  of  a  Ku- 
ropean  government— where  that  flag  bad  not  been  seen  for  many 
years.  Anchoring  his  ship,  the  captain  from  his  bridge  surveyed 
the  harbor.  At  every  available  pier  were  ships  of  the  foreign 
government  that  dominated  the  port — not  all  loading  or  un- 
loading, the  Yankee  captain  observed.  Under  every  cargo  crane 
where  no  ships  lay  were  lighters  loaded  with  stone,  put  there,  It 
soon  developed,  by  a  foreign  steamship  company  that  had  con- 
trolled the  transportation  of  the  port  from  Europe  and  also  from 
the  United  States.  The  captain  saw  all  this  and  grimly  smiled. 
He  recognized  that  the  port  was  deliberately  blocked  against 
him."  A.  E.  H. 


Presidential  Interference. — Kthlcally.  It  may  be  no  more 
wrong  for  a  President  of  tin-  United  States  to  busy  himself 
with  transportation  matters  just  about  the  time  the  Commission 
Is  due  to  decide  an  Important  rate  matter  than  It  Is  to  play  a 


REFUNDS  ON  INTRASTATE  SHIPMENTS 

Tkt   Traffic   World   Ifathington  Burra* 

The  National  Industrial  Traffic  League  has  taken  up  the 
subject  of  reparation  on  intrastate  shipments  during  the  guar- 
anty period,  because  It  has  received  many  Inquiries  from  ship- 
pers as  to  how  they  shall  proceed  to  obtain  reparation  on  such 
'shipments.  In  view  of  the  Commission's  conference  ruling,  not 
numbered,  dated  March  13,  promulgated  April  18,  but  dated 
April  15,  holding  that  section  208  (a)  of  the  transportation  act. 
_  i,  does  not  authorize  the  Commission  to  award  reparation,  or 
consent  to  an  award  of  reparation  made  by  a  state  commission, 
on  intrastate  shipments  which  moved  during  the  guaranty  period, 
March  1  to  September  1.  1920  (Traffic  World,  April  22.  p.  866). 
The  consideration  thus  far,  as  the  League's  publications  on  the 
subject  show  the  fact,  has  been  by  President  Chandler  and  Ex- 
ecutive Secretary  Beek.  In  a  recent  circular  to  the  League  mem- 
bership, the  two  officials  remitted  the  complaining  shippers  to 
the  state  commissions,  apparently  on  the  theory  that  for  every 
wrong  the  law  provides  a  remedy. 

In  the  caption  of  the  circular  the  two  officials  said,  "ship- 
pers should  proceed  before  their  state  commissions."  In  the 
body  of  the  circular  the  subject  was  discussed  as  if  It  were  cer- 
tain the  doors  of  the  state  commissions  must  swing  open  so  as 
to  afford  relief;  and  also  as  If  the  only  safe  way  to  proceed 
would  be  to  go  Into  a  federal  court,  asking  for  a  writ  of  man- 
damus, requiring  it  to  take  jurisdiction,  und  give,  or  decline  to 
give,  Its  consent.  In  those  paragraphs,  the  League  officials  said: 

The  executive  secretary  dl*cusK<>ri  tlilK  subject  with  Chief  Kx- 
nmlner  Quirk  while  In  Wanhlngton.  Tin-  Commission's  Interpretation 
of  the  Inw  U  that  S.ifion  2(>X-a  K»v  the  Com m Union  »  veto  po\\<i 

OM-I       Til.  liming      til"      uil:il:illl\       I»M'>il.      Illlt      HlBt      ltd      Veto 

P..WII    i-x|ilrri1    S.-pti  -nil..  T     I.    i:i;!n.    mid    Hint    HieresiftiT    the    situation 
wan  exactly  the  name  :m  It  would  Imvf  lx-m  had  there  been  no  fuar- 
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anty  period.  If  there  had  been  no  guaranty  period  shippers  would 
have  gone  to  their  commissions  for  reparation  on  intrastate  shipments. 

In  view  of  the  rilling  of  the  Interstate  Commerce  Commission, 
shippers  are  relegated  to  proceedings  before  their  state  commissions 
or  under  tin-  methods  provided  hy  the  laws  of  the  several  states.  If 
the  Interstate  Commerce  Commission  is  correct  in  holding  that  it  has 
no  Jurisdiction  to  give  consent  to  an  award  of  reparation  made  on  an 
Intrastate  shipment,  then  there  would  seem  to  be  no  reason  why 
reparation  cannot  be  obtained  through  the  procedure  provided  by  the 
stale  laws.  If  state  commissions  refuse  to  take  Jurisdiction,  a  new 
situation  will  be  created,  and  that  bridge  can  be  crossed  when  it  is 
reached. 

It  is  the  opinion  of  some  attorneys  that  the  Commission  Is  in 
error.  If  this  be  true,  the  only  safe  way  for  a  shipper  to  proceed 
would  be  to  go  into  the  Federal  courts  and  mandamus  the  Commis- 
sion, thereby  requiring  it  to  take  Jurisdiction  and  give,  or  decline  to 
give,  its  consent. 

To  some,  in  Washington,  who  have  thought  on  the  subject, 
the  matter  is  not  regarded  as  so  simple  as  the  circular  suggests. 
As  a  practical  matter,  it  has  been  suggested  the  easiest  way  to 
get  into  the  courts  and  obtain  a  judicial  determination  of  the 
issue,  would  be  for  the  Commission  to  take  jurisdiction  and  con- 
sent to  reparation  if  and  when  a  state  commission  had  come  to 
the  conclusion  that  reparation  should  be  ordered.  In  the  event 
of  such  action  the  way  would  be  left  clear  for  a  carrier  to  go 
into  court  and  raise  the  question  of  power  assumed  by  the  Com- 
mission. Nearly  every  lawyer  knows  it  is  easier  to  obtain  an 
injunction  than  it  is  to  obtain  a  writ  of  mandamus.  The  Com- 
mission has  been  known  to  take  jurisdiction  in  cases  in  which 
its  members  have  grave  doubt,  mainly  so  as  to  allow  the  litigants 
to  get  into  court.  In  only  one  easily  remembered  case  has  * 
court  granted  a  writ  requiring  the  Commission  to  take  juris- 
diction. 

R.  M.  Field,  traffic  manager  of  the  Peoria  Association  of 
Commerce  has  had  some  correspondence  with  Chairman  McChord 
on  the  issue  because  he  has  a  case  before  the  Commission,  No. 
13091,  M.  E.  Case  Coal  Oo.  vs.  C.  B.  &  Q.  et  al.  in  which  Exam- 
iner McQuillan  recommended  dismissal  for  want  of  jurisdiction, 
Traffic  World,  April  29,  p.  931,  in  accordance  with  the  principle 
laid  down  in  that  conference  ruling.  At  the  hearing  on  the  case, 
according  to  Mr.  Field's  letter  to  the  chairman,  the  question  of 
authority  was  raised  and  argued  between  the  examiner  and  the 
attorneys,  with  the  result,  as  set  forth  by  Mr.  Field,  that  the  ex- 
aminer allowed  the  hearing  to  go  on,  on  the  theory  that  the 
Commission  had  jurisdiction.  Mr.  Field  mentioned  the  basis  on 
which  the  hearing  was  continued,  as  an  agreement,  with  the  con- 
elusion  that  "of  course,  the  announcement  by  the  Commission,  as 
above  stated,  would  override  an  agreement  entered  into  at  this 
or  any  other  hearing." 

In  his  answer  Chairman  McChord  called  attention  to  the 
fact  that  Mr.  Field  had  the  right  to  file  exceptions  to  that  report 
(McQuillan's)  and  request  argument  before  the  Commission  on 
the  matters  to  which  he  took  exception. 

"If  you  are  of  the  opinion  that  the  suggested  finding  in  the 
proposed  report  does  not  correctly  interpret  the  law"  wrote 
Chairman  McChord,  "you  have  an  opportunity,  through  the  ex- 
ceptions, and  argument,  to  present  your  views  in  the  matter." 

Exceptions  to  the  examiner's  report  in  No.  13091,  M.  E.  Case 
Coal  Co.  et  al.  vs.  C.  B.  &  Q.  et  al.,  in  which  the  examiner  rec- 
ommended dismissal  on  the  ground  that  the  Commission  had  no 
jurisdiction  to  award  reparation  or  to  consent  to  an  award  by 
a  state  commission  on  traffic  moving  intrastate  during  the  guar- 
anty period,  have  been  prepared  by  R.  M.  Field,  as  attorney  for 
the  complainants.  In  commenting  on  Examiner  McQuillan's 
declaration  that  "no  showing  has  been  made  that  the  rates  as- 
sailed were  unduly  prejudicial  or  unjustly  discriminatory  as 
compared  with  any  interstate  rates,"  Mr.  Field  said  no  such  show- 
ing was  attempted  at  the  hearing.  "This  was  purely  an  intra- 
state matter,  originating  and  confined  entirely  to  central  Illinois, 
far  from  any  interstate  influences,"  said  he.  "The  discrimina- ' 
tion  complained  of  was  as  against  other  intrastate  movements 
of  a  similar  character  moving  under  lower  rates,  the  evidence 
and  testimony  regarding  which  were  presented  at  the  hearing 
and  are  a  part  of  the  record." 

In  support  of  his  general  contention  that  all  the  attorneys 
at  the  hearing  were  in  agreement  that  the  Commission  had  juris- 
diction, he  pointed  out  the  part  in  the  record,  page  36,  in  which 
Kenneth  F.  Burgess,  attorney  for  the  Burlington,  said  it  was 
his  inclination  to  believe  that,  while  section  108-a  was  susceptible 
to  a  lot  of  different  interpretations,  including  one  that  no  one 
could  award  reparation  on  shipments  of  that  character  moving 
during  the  guaranty  period,  the  Commission  alone  could  award 
reparation.  In  that  discussion,  H.  M.  Slater,  the  rate  man  of  the 
Illinois  commission,  said  that  while  he  was  not  representing  any 
one  at  that  hearing,  he  was  not  sure  but  that  an  aggrieved  ship- 
per would  have  to  have  not  only  the  federal  body's  consent,  but 
also  the  authority  of  the  state  commission.  He  said  he  .thought 
it  the  duty  of  the  railroad  to  procure  that  consent  before  mak- 
ing reparation. 

In  his  discussion  of  the  examiner's  report  and  the  ruling  of 
the  Commission,  in  conference,  Mr.  Field,  in  part,  said: 

In  presenting  this  conference  ruling  to  the  public  no  explanation  is 
furnished  as  to  the  reasons  for  the  adoption  of  this  ruling,  nor  the 
premises  upon  which  the  conclusion  is  based  as  set  forth  in  the  ruling. 
Without  these  facts  at  hand  it  is  difficult  for  one  on  the  outside  to  fol- 


low the  Commission's  reasoning,  or  to  accept  as  logical  the  ruling 
as  made  by  the  Commission.  This  observation  is  made  without  any 
thought  or  intention  of  criticism  of  the  Commission;  but  a  mere  state- 
ment of  facts,  presenting  a  bald  conelusion  reached  by  a  deliberative 
body  without  any  of  the  reasons  available  which  led  up  to  this  con- 
clusion, renders  its  acceptance  unreservedly  a  difficult  matter. 

The  record  of  the  case  will  show  that  after  the  preliminary  state- 
ment of  facts  was  made  as  to  the  scope  and  purpose  of  the  complaint, 
the  question  was  taken  up  as  between  the  examiner,  the  attorneys 
for  the  carriers  and  for  complainants,  as  to  the  jurisdiction  of  the 
Commission  in  hearing  and  deciding  cases  of  this  character  during  the 
period  in  question— the  so-called  guaranty  period.  Discussion  (Record, 
page  36)  developd  the  fact  that  all  were  agreed  that  the  Commission 
did  have  such  Jurisdiction,  and  this  point  being  decided,  the  hearing 
proceeded  in  the  regular  manner. 

All  rates  are  not  reasonable,  and  some  are  discriminatory,  and  the 
shipper  who  has  a  complaint  to  make  with  respect  to  unreasonable 
or  discriminatory  rates  should  be  and  is  entitled,  under  the  Consti- 
tution of  the  United  States,  at  least  to  a  hearing  before  some  court  or 
commission  that  would  grant  him  the  privilege  of  presenting  his  evi- 
dence, and  further  give  him  the  benefit  of  a  decision  upon  the  facts  in 
the  case,  and  whether  or  not  he  has  been  overcharged,  and  is  entitled 
to  refund  or  reparation.  It  is  not  a  matter  of  concern  to  the  shipper 
where  such  complaint  is  presented  and  heard.  He  desires  relief  and 
is  willing  to  go  to  that  body  in  which  the  jurisdiction  lies  and  present 
his  case.  Nominally,  intrastate  cases  are  presented  before  the  state 
commission.  The  law  reads,  however,  "that  no  rate,  fare  or  charge 
shall  be  reduced  and  no  classification,  regulation  or  practice  shall  he 
changed  in  such  manner  as  to  reduce  any  such  rate,  fare  or  charge, 
unless  such  reduction  or  change  is  approved  by  the  Interstate  Com- 
merce Commission,"  this  applying  dining  the  period  between  March 
1st  and  September  1st,  1920. 

The  state  commission  holds,  and  we  think  properly,  that  under 
this  section  of  the  law,  they  are  without  authority  to  hear  or  decide 
complaints  involving  reparation,  which  would  mean  in  effect  a  reduc- 
tion in  rates.  If  the  law  does  not  state  absolutely  and  directly  that 
the  Interstate  Commerce  Commission  may  or  shall  grant  authority  for 
reductions  in  intrastate  rates  during  this  period,  it  c-ertainly,  by  indi- 
rection places  the  matter  entirely  in  the  hands  of  the  Commission. 

This  is  a  new  law,  and  a  new  point  has  been  raised  in  connection 
with  this  law.  There  are  no  pervious  decisions  of  the  Commission,  or 
of  any  court  which  could  be  cited  as  precedent  in  this  case.  We  are 
therefore  without  prior  authority  to  support  our  claim  as  to  the 
language  and  intent  of  the  law.  We  can  only  read  the  wording  of  the 
same  and  reiterate  what  we  have  previously  said,  that  the  shipper 
who  has  been  damaged  is  entitled,  under  the  Constitution  of  the 
United  States,  to  relief  and  to  a  respectful  and  definite  hearing  before 
somebody  authorized  to  grant  such  a  relief;  that  in  our  belief,  under 
the  law  as  quoted,  the  jurisdiction  over  cases  of  this  character  does 
lie  with  the  Commission. 

We  therefore,  take  exception  to  the  report  of  the  examiner  in  this 
matter,  and  pray  that  the  Commission,  in  considering  such  report, 
shall  not  approve  same,  but  shall  require  that  a  definite  decision  In; 
made  on  the  facts  in  this  case  as  presented,  and  that  the  complaint  be 
not  dismissed  on  the  grounds  as  specified  in  said  examiner's  report. 


RATES  ON  WATERMELONS 

An  alleged  fourth  section  violation  was  the  basis  of  the 
complaint  in  No.  13458,  Ben  D.  Anguish  et  al.  vs.  Alabama  & 
Vicksburg  et  al.,  hearing  on  which  was  held  before  Examiner 
Butler,  in  Chicago,  May  15.  The  complaining  fruit  jobbers, 
some  38  in  number,  declared  that  the  assessment  of  a  through 
rate  on  watermelons,  in  1920  and  1921,  from  producing  points 
in  Alabama,  Georgia  and  Florida,  to  Chicago,  Peoria  and  Milwau- 
kee, were  unreasonable  to  the  extent  they  exceeded  the  aggre- 
gate of  intermediates  over  Nashville. 

The  rates  as  charged,  as  explained  by  F.  J.  Neal,  of  the 
Randolph  Street  Traffic  Bureau,  were  contained  in  Agent  Glenn's 
watermelon  tariff,  I.  C.  C.  248,  as  through  commodity  rates  and 
exceeded  those  charged  over  the  same  route  through  Nashville 
and  beyond,  over  the  L.  &  N.,  both  factors  also  being  com- 
modity rates,  by  amounts  varying  from  1  to  5%  cents  a  hundred 
pounds.  The  combination,  according  to  the  complainants,  was 
reasonable  and  the  Commission  was  asked  to  prescribe  it  for 
the  future  and  to  award  reparation  down  to  it,  on  about  2.000 
cars,  amounting  to  $17,000.  As  an  example,  the  witness  cited 
the  rate  from  Trenton,  Fla.,  to  Chicago,  during  the  watermelon 
season  of  1921.  As  paid,  he  said,  that  rate  was  84  cents.  To 
Nashville,  at  which  market,  he  said,  few  if  any  of  the  southern 
melons  were  consumed,  the  rate  was  44%  cents,  and  beyond,  35 
cents,  a  total  of  79%  cents. 

The  carriers  insisted  that  the  rates  as  charged  were  rea- 
sonable. F.  L.  Glover,  assistant  general  freight  agent  for  the 
A.  C.  L.,  enumerated  the  special  services  necessary  in  order  to 
handle  the  melon  traffic.  He  said  his  line  alone  scheduled  eight 
special  melon  pick-up  trains  during  the  shipping  season  and 
said  that  the  average  detention  of  a  watermelon  car  was  10  days. 
Most  of  the  cars  of  melons  were  reconsigned  at  least  once,  he 
said,  and  he  detailed  at  some  length  the  expense  the  southern 
railroad  incurred  in  putting  in  watermelon  sidetracks,  far  from 
any  station,  as  was  usually  the  case. 


NO  GUARANTY  FOR  GREAT  NORTHERN  SUBSIDIARIES 
The  Commission  has  ruled  that  the  guaranty  section  of  the 
transportation  act  (209)  Is  not  applicable  to  the  Great  Falls  & 
Teton  County  Railway  Company,  the  Great  Northern  Terminal 
Railway  Company,  the  Minneapolis  Belt  Line  Company,  the  Mon- 
tana Eastern  Railway  Company  and  the  Great  Northern  Equip- 
ment Company.  These  companies  are  all  operated  by  the  Great 
Northern,  which  owns  their  securities.  The  equipment  com- 
pany is  not  an  operating  company.  As  to  the  others,  the  Com- 
mission held  their  operations  for  the  guaranty  period  would  be 
covered  in  the  settlement  with  the  Great  Northern. 


May  20,  1922 
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Decisions  of  Interstate  Commerce  Commission 


ALLOWANCE  FOR  SPOTTING 

The  Commission  has  dismissed  No.  11050,  Stewart  Furnace 
Co.  vs.  Pennsylvania,  western  lines,  Director-General,  et  al.. 
Opinion  No.  7614.  68  I.  C.  C.  528-33.  holding  the  complainant  had 
not  proved  its  allegation  that  the  allowance  of  86  cenU  per  car, 
made  by  the  trunk  lines  to  the  industry  for  the  latter's  service 
of  spotting  between  carriers'  interchanges  and  loading  and  un- 
loading points,  within  its  plant  at  Sharon,  Pa.,  was  less  than 
the  cost  of  performing  the  service  and  resulted  In  unreasonable 
charges  to  it  for  the  transportation  to  and  from  its  furnace. 
This  report  also  embraced  No.  11167,  Stewart  Furnace  Co.  vs. 
Pittsburgh  A  Lake  Erie  Railroad  Co.  and  Director-General,  as 
agent. 

The  report,  written  by  Commissioner  Aitchison,  criticized  the 
loaded-car  basis  used  by  the  complainant  in  arriving  at  the  cost 
of  service  performed  by  its  engines  and  crews.  The  Commission 
favors  the  engine  hour  basis  bat  indicated  that  any  method  of 
ascertainment  that  resulted  in  accuracy  would  not  be  disregarded 
because  the  engine-hour  basis  seemed  a  more  reliable  guide.  In 
disposing  of  the  case,  Mr.  Aitchlfon  said: 

Obviously,  the  failure  or  refusal  of  defendants  to  perform  the 
•polling  service  for  complainant,  or  to  reimburse  It  for  the  co»t 
thereof,  while  contemporaneously  performing  a  like  service  without 
charge  for  others  similarly  situated.  Is  unduly  prejudicial  to  complain- 
ant and  unduly  preferential  of  Its  competitors.  It  Is  likewise  true  that 

r  failure  or  refusal  to  perform  for  complainant  a  spotting  service 
Included  In  their  line-haul  rates  or  to  make  an  allowance  therefor 
equal  to  the  cost  to  complainant  of  performing  the  service  or  to  what 
th>-  cost  to  defendants  would  be  If  they  ihouid  perform  It.  whirl 
may  be  lower,  would  also  subject  complainant  to  unreasonable  rates 
and  charges  for  the  lino-haul  service.  Rut  the  record  falls  to  estab- 
lish the  extent.  If  any.  to  which  the  allowance  of  It  cents  per  loaded 
car  Is  less  than  would  he  just  and  reasonable  for  the  common-carrier 
services  performed  by  complainant,  or  tin-  .  xii-nt.  If  any.  to  which  It 
falls  short  of  reimbursing  complainant  for  the  cost  of  performing 
services  substantially  like  those  performed  by  defendants  for  Its  com- 
petitors without  charge.  In  the  absence  of  such  a  showing,  there  U 
no  basis  for  a  finding  that  defendants'  refusal  to  Increase  the  allow- 
ance has  HUbjrcted.  or  will  In  the  future  mbject  complainant  to  the. 
payment  of  unreasonable  rates  and  charges  or  to  undue  prejudice  or 
unjust  discrimination. 


OVERCHARGES  ON  SOAP 

Adhering,  without  the  slightest  deviation  or  modification,  to 
Its  decision  in  I'nlted  States  Industrial  Alcohol  Co.  vs.  Director- 
general,  as  agent,  68  I.  C.  C.  989,  the  Commission  has  held.  In 
:.  Swift  A  Company  vs.  Director-General,  as  agent.  Ala- 
bama A  Vlcksburg  et  al..  opinion  No.  7616.  68  1.  C.  C.  537-8.  that 
shipments   of  soap.   In   carload*  and   less   than   carloads,   from 
Chicago,  to  points  In  Southern  Classification  territory,  between 
r  27.  1917.  and    I  «••<••  mber  20.   1918.  were  overcharged 
and  that  the  complainant  was  entitled  to  reparation. 

The  case-  raised  the  question  of  the  validity  of  rate*  on  soap 
that  were  dependent  upon  value.  The  tariffs  of  the  southern 
carriers,  for  many  years,  prescribed  sixth  class  or  lower  com- 
modity rates  on  soap  of  an  actual  value  not  exceeding  12  cent* 
per  pound,  with  third  class  for  soaps  of  a  value  greater  than 
12  cents.  In  that  way  they  drew  a  line  between  the  compara- 
tively cheap  laundry  and  the  higher  valued  toilet  soap*.  The 
second  Cummins  amendment  did  not  constrain  them  to  make  any 
change.  Swift  A  Company.  In  November.  1917,  however,  felt  they 

d  not  truthfully  declare  the  laundry  soaps  they  were  ship- 
ping were  of  a  value  less  than  12  rents  per  pound.  They,  tlier. 

made  no  declaration  of  value.  The  carriers,  therefore,  as- 
•e*ied  third  class.  In  some  Instances  the  rate*  were  joint. 
covered  by  the  Southern  Classiflcatlon  and  in  others  they  were 
combinations  on  the  Ohio,  with  the  factors  south  of  the  Ohio 
only  involved.  In  disposing  of  the  case  the  Commission  said: 

was    granted    by    us    under    the    second     Cummin* 

n  In  terms  of  v:ilii'    of  the  rates  here  nsjmllefl. 

we  authorized  ratings  Imsed  on   value  In  southern 

not   made  efT«  live   by   the  carriers   until 

ml.   ««  t.  C.  C. 

as  b-  »  rates  which,   br  tariff  provision. 

ir;ition»   of  vnl  Mppero   but    h«d    not 

•    the   secon.i    '''immlna   amendment.      W< 

id  that  the  carriers'   liability   »  mlted    thereby. 

but    that   Hie  rules. 

Reparation  I*  to  be  made  to  the  basis  of  sixth  class  or  less. 


: 


RATES  ON  GAS  AND  FUEL  OIL 

In  reports  on  No.  12F>3r>.  Fairmont  Creamery  Co.  vs.  Dlrector- 

r;il.    Airlii-nn.   Topek.i    *    Santa    F>-   et   al..   and    two   cases 

I   with   It.  opinion   No.   Tfiln.   f,s   1.  c    c.  507-16,  and   No. 

12173.    Keokuk    Kl.  vx.    IMn ••  -n.:  General.   Arkansan   c- n 

tral  et  al  .  opinion  No.  7611.  68  I.  C.  C.  517-21.  the  Commission 


has  made  another  effort  to  alisn  rates  on  gas  oil  and  fuel  oil 
in  relation  both  to  points  of  origin  and  destination,  and  in  rela- 
tion to  rates  on  the  refined  oils,  using  gasoline  as  a  generic 
term  to  cover  them.  It  adhered  to  the  basis,  both  as  to  distance 
relationship  and  relationship  of  commodities,  one  to  another, 
laid  down  in  Midcontinent  Oil  Rates.  36  I.  C.  C.  109.  It  made 
the  Fairmont  Creamery  case  the  controlling  one  in  this  effort, 
referring  to  it  in  its  report  on  the  Keokuk  Electric  Company 
case.  The  report  on  the  creamery  company  complaint  embraces 
No.  12535  (Sub-No.  1),  Hastings  Gas  Co.  et  al.  vs.  A.  T.  &  S.  F. 
et  al.;  and  No.  12554,  Interstate  Oil  Co.  vs.  Director-General,  A. 
T.  &  S.  F.  et  al. 

In  the  creamery  case  it  held  rates  on  gas  oil  and  fuel  oil 
from  the  Midcontinent  fields  in  Kansas  and  Oklahoma,  and 
from  Joplin  and  Kansas  City,  to  Crete,  Hastings  and  Grand 
Island.  Neb.,  and  Sioux  City,  la.,  unreasonable  and  ordered  rea- 
sonable rates  to  be  established  not  later  than  July  8. 

In  the  Keokuk  Electric  Company  case  it  held  rates  on  gas 
oil.  from  points  of  origin  In  Boyd's  I.  C.  C.  No.  A-916,  to  Keokuk 
unreasonable  and  unduly  prejudicial.  It  prescribed  reasonable 
and  non-prejudicial  rates  to  be  established  not  later  than  July 
8.  the,  same  date  prescribed  in  the  controlling  case.  Reparation 
was  awarded  In  both  cases. 

The  finding  in  the  creamery  company  case  as  to  what  would 
be  reasonable  rates  prior  to  June  25.  1918;  between  June  25, 
1918,  and  the  end  of  federal  control.  February  29,  1920;  between 
March  1  and  August  25.  1920;  and  on  and  after  August  26,  1920, 
la  as  follows: 

FfKL  OIL,. 

June  25,        March  1,        On  and 

Priarto  1918,  to         J 920,  to  after 

June  25.  Feb.  29.        Aug.  25.        AUK.  26. 

Itll  1920.  l»-'i». 

cents.  cents.  cents.           cents. 

Tstprete  from — 

Knniw»   City.    Mo ....  18.5 

Kansas   group    15  19.5  19.5                 J' 

Joplin.    Mo ....  19.5 

Oklahoma    group    18      .  22.5  22.5                 30.5 

To  Orand  Island  from — 

Kansas  City.   Mo ....  22 

Kansas    group    20  24.5  24.5                 N.I 

.l..|illn.    Mo „•       ....  24.6                 33.5 

Oklahoma    group    21  17.5  27.5                 37.5 

To  Sioux  City  from— 

Kansas  group    20  24.5  H.I                 33.5 

Oklahoma    group    23  27.5  -'•                     37.5 

GAS  OIL,. 
To  flrand  Inland  from — 

Kansas  C                     .  22                    30 

Kansas   group    .  24.5                 33.5 

Joplin.    Mo .  24.5                 33.5 

Oklahoma    group    .  27.5                 37.5 

To  Hastings  from — 

Kansas   group    .  24.5                 33.5 

Joplin.   Mo .  24.6                33.5 

Oklahoma   group    .  27.5                37.5 

The  order  in  that  case  requires  the  rates  named  in  the  last 
column,  for  application  on  fuel  or  gas  oil,  to  be  made  operative 
not  later  than  July  8. 

The  order  In  the  Keokuk  Electric  Company  case  requires  the 
railroads  to  establish  rates  on  gas  oil,  not  later  than  July  8  from 
points  of  origin  named  in  Boyd's  I.  C.  C.  No.  A-916  to  Keokuk, 
which  shall  not  exceed  rates.  5  cents  less  than  the  rates  main- 
tained on  gasoline  and  other  refined  oils,  from  and  to  the  same 
points  on  August  25.  1920.  and  which,  from  Group  1  to  Keokuk, 
shall  not  exceed  the  rates  maintained  on  the  same  commodities, 
la  carloads,  from  the  same  points  to  St.  Louis,  on  August  2r>, 
and  which,  from  Groups  2  and  3  to  Keokuk,  shall  not  exceed  by 
more  than  1  cent  the  rates  maintained  on  the  same  commodity, 
In  carloads,  from  the  same  groups  to  St.  Louis  on  August  25. 
subject,  however,  to  the  Increases  authorized  In  Increased  Rates, 
1920.  58  I.  C.  C.  220. 

RATES  ON  CHAUTAUQUA  OUTFITS 

Chautauqua  circuits,  according  to  the  view  of  division  No. 
1,  expressed  by  Commissioner  Aitchison,  are  not  unfairly  treated 
by  Western  Classiflcatlon  Territory  carriers.  It  has  therefore 
dismissed  No.  12023.  Ellison-White  Chautauqua  System,  of  Port- 
land, Ore.,  vs.  Director-General.  Arizona  Eastern  et  al.,  opinion 
No.  7606,  68  I.  C.  C.  492-6.  Specifically  the  holding  was  that  the 
rules,  regulations  and  charges  applicable  to  the  Iransportation 
of  the  complainants'  Chautauqua  outfits,  from  Chicago  to  the 
P.i'-iflc  coast  and  return,  were  and  are  not  unreasonable  or  un- 
duly prejudicial.  The  complainants  sought  not  only  a  change 
In  the  rules  but  reparation  for  about  $17,000  paid  out  by  them 
for  the  transportation,  In  special  baggage  cars,  of  paraphernalia 
used  in  the  so-called  seven-day  circuits.  The  money  was  paid 
out  because  the  complainants  did  not  have  25  persons  to  travel 
en  bloc,  as  Commissioner  Aitchison  said.  Twenty-five  fares. 
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minimum  $30,  was  the  minimum  required  to  entitle  the  com- 
plainants to  special  baggage  cars,  without  extra  charge,  for  the 
transportation  of  tents,  seats  and  other  paraphernalia  needed 
for  the  entertainments. 

The  Chautauquans  suggested  that  the  rule  requiring  25  per- 
sons to  travel  en  bloc  to  entitle  them  to  free  baggage  car  serv- 
ice be  changed  so  as  to  provide  for  such  uncharged  for  baggage 
cars  if  and  when  25  persons  traveled  over  the  route  during  a 
month  or  some  other  period,  on  account  of  the  entertainment 
concern.  A  continuous  stream  of  persons,  other  than  the  talent 
that  affords  the  educational  entertainment,  is  traveling  on  the 
so-called  seven-day  circuits.  They  are  so  arranged  that  the  bill 
is  changed  at  each  small  town  where  entertainments  are  being 
given,  each  day.  Usually  10  or  fewer  persons  travel  with  the 
paraphernalia  for  which  a  baggage  car  is  needed.  To  obtain 
the  baggage  car  25  fares  are  paid. 

Commissioner  Aitchison  said  the  inability  of  the  complain- 
ants to  meet  the  requirements  of  the  rule  was  not  due  to  any 
fault  with  the  rule  or  any  act  of  the  carriers.  He  said  the 
carriers  claimed  the  present  basis  of  charges  was  a  substantial 
concession,  such  as,  under  the  law,  the  Commission  could  not 
require  them  to  increase.  He  said  the  railroads  presented 
statistical  data  to  the  effect  they  were  carrying  the  special  bag- 
gage cars  at  a  loss.  They  were  of  the  view  that  they  should 
never  have  allowed  the  present  practice  to  fasten  itself  upon 
them.  He  said  apparently  they  were  inclined  to  curtail  and 
restrict  it.  He  pointed  out  that  even  if  25  persons  were  travel- 
ing together  they  would  be  en  titled  to  the  free  transportation 
of  only  3,750  pounds  of  baggage,  considerably  less  than  the  normal 
capacity  of  a  baggage  car.  He  said  that,  even  assuming  the 
paraphernalia  were  comprehended  within  the  term  baggage,  the 
rule  was  liberal  and  reasonable.  The  disadvantage,  if  any,  he 
said,  did  not  arise  from  any  act  of  the  carriers. 


SWITCHING  CHARGES  AT  MO.  PAC. 

STATIONS 

The  Commission,  in  a  report  on  I.  and  S.  No.  1493,  inter- 
change switching  charges  at  Missouri  Pacific  stations  in  Kansas 
and  Missouri  (opinion  No.  7620,  68  I.  C.  C.  548-9),  has  condemned 
the  proposals  of  the  Missouri  Pacific  to  increase  its. charges  for 
switching  applicable  in  connection  with  interstate  line-haul  ship- 
ments between  connecting  lines  and  industries  on  its  own  line 
at  Arkansas  City,  Fort  Scott,  Lyons,  Paola,  Pittsburg  and  Pleas- 
anton,  Kan.,  and.Harrisonville  and  Liberal,  Mo.,  from  $2.50  to  $7 
per  car;  at  Fredonia,  Kan.,  from  $2.50  to  $5;  and  at  Lamar,  Mo., 
from  $4  to  $7.  Upon  protest  of  the  Arkansas  City  Chamber  of 
Commerce  and  the  Southwestern  Millers'  League  the  schedules 
were  suspended  until  June  16. 

The  primary  purpose,  the  Commission's  report  said,  was  to 
meet  the  increases  made  at  the  points  under  consideration  by 
other  carriers  to  equalize  the  absorptions  made  by  the  latter 
when  they  perform  the  line-haul  on  competitive  traffic  destined  to 
or  originating  at  industries  on  the  Missouri  Pacific.  No  evidence 
was  introduced,  the  Commission  said,  concerning  the  nature  of 
cost  of  the  service  to  be  performed.  Protestants  contended  the 
increases  would  seriously  affect  their  business,  prejudice  them, 
and  favor  points  at  which  no  increases  were  to  be  made. 

The  present  charges  are  applicable  also  on  intrastate  traffic. 
No  change  is  proposed  therein  by  respondent,  inasmuch  as  no 
change  has  been  made  by  the  other  lines  serving  these  points. 
Generally,  the  switching  charge  at  other  points  in  Kansas  and 
Missouri  is  $2.50  per  car  on  both  interstate  and  intrastate  traffic. 

The  increases  established  by  the  other  lines  serving  these 
points  were  not  protested,  but  a  camplaint  is  pending  assailing 
the  increased  charges  in  effect  at  Arkansas  City,  and  protestants 
contemplate  filing  complaints  covering  the  other  points. 

In  Interchange  Switching  at  Wichita  (61  I.  C.  C.  205),  the 
Commission  condemned  a  proposed  increase  by  the  St  Louis- 
San  Francisco  at  Wichita,  Kan.,  from  $2.50  to  $7  per  car,  saying 
that  while  $2.50  may  be  low  the  record  was  insufficient  to  war- 
rant a  definite  finding  of  what  would  be  reasonable.  That  was 
equally  true  here,  the  Commission  said. 


CHARGES  ON  FILTERING  CLAY 

The  Commission  has  dismissed  No.  12605,  Refinite  Company 
vs.  Director-General,  C.  B.  &  Q.  et  al.,  opinion  No.  7619,  68  I.  C.  C. 
545-7,  holding  the  charges  collected  on  filtering  clay,  ground  and 
baked,  in  carloads,  from  Ardmore,  S.  D.,  to  Omaha  and  Kansas 
City,  shipped  in  1919  and  1920,  were  not  unreasonable. 

The  baked  clay,  in  small  cylindrical  pieces  resembling  pieces 
of  brick,  put  into  water  filters  as  softening  and  purifying 
agents,  was  billed  as  "ground  clay."  The  Commission  said  they 
might  be  described  as  "filtering  clay,  ground  and  baked,"  rather 
than  ground  clay.  It  said  the  description,  "ground  clay,  N.  O.  I. 
.  N.,"  was  not  broad  enough  to  cover  the  shipments,  nor  were 
the  little  pieces  a  water  clarifying  and  purifying  compound  with- 
in (ho  meaning  of  those  words.  Therefore,  it  had  to  resort  to 
the  principle  laid  down  in  the  Memphis  Freight  Bureau  Case,  17 
I.  C.  C.  90,  to  reach  a  conclusion  as  to  whether  the  rates  on 


ground  clay,  not  otherwise  indexed  by  name,  were  reasonable  to 
impose. 

After  the  shipments  moved  the  carriers  voluntarily  estab- 
lished a  rate  less  than  the  rate  imposed.  They  contended  that 
inasmuch  as  only  five  carloads  moved  in  1920  the  volume  of  the 
movement  did  not  warrant  the  backward  extension  of  that  rate 
to  apply  to  shipments  made  before  the  establishment  of  the  com- 
modity rate.  The  Commission  agreed  with  the  carriers  and  dis- 
missed the  case. 


RATE  ON  WHEAT,  MISSOURI  TO  GEORGIA 

In  a  report  on  No.  12338,  Charleston  Milling  Co.  vs.  Director- 
General,  opinion  No.  7613,  68  I.  C.  C.  525-7,  the  Commission  held 
that  a  rate  of  36  cents  on  wheat,  shipped  in  September  and  Octo- 
ber, 1918,  from  Sikeston  and  Benton,  Mo.,  over  the  Frisco,  to 
Atlanta,  Ga.,  was  illegal.  It  held  the  legal  rate  was  35  cents  and 
awarded  reparation. 

The  issue  was  as  to  the  meaning  of  the  tariff  publications 
providing  rates  made  by  combination  on  the  Mississippi.  The 
Commission  held  the  special  supplements  issued  under  General 
Order  No.  28  and  the  instructions  thereunder  did  not  have  the 
effect  of  increasing  the  "bases  of  rates  to  be  used  in  arriving  at 
rates"  from  and  to  the  points  under  consideration.  That  being 
so,  the  Commission  said,  the  special  or  blanket  supplement  did 
not  increase  the  "4  cents  per  100  pounds  higher  than  rates  from 
Cairo"  applicable  on  these  shipments  through  Memphis. 


RATE  ON  BROKEN  LIMESTONE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12295,  West  Virginia  Pulp  &  Paper  Com- 
pany vs.  Director-General,  Opinion  No.  7615,  68  I.  C.  C.  534-6.  The 
Commission  condemned  a  combination  rate  of  $3.30  per  ton  on 
broken  limestone,  from  Thomasville,  Pa.,  to  Tyrone,  Pa.,  imposed 
on  97  carloads  that  moved  between  June  25,  1918,  and  February 
5,  1919,  holding  it  unreasonable  to  the  extent  it  exceeded  the 
commodity  rate  of  $1.70  per  ton,  applicable  from  April  12,  1917, 
to  February  10,  1919,  on  ground  limestone,  a  commodity  worth, 
according  to  the  Commission's  report,  at  least  twice  broken  lime- 
stone. 

The  rate  of  $1.70,  established  in  1912,  was  applicable  until 
April  12,  1917.  On  that  day  the  tariff  was  reissued  but  the  com- 
modity description  was  changed  from  plain  to  ground  limestone. 
The  rate  was  not  changed  when  the  commodity  description  was 
made  to  read  ground  limestone.  Shortly  before  June  25,  1918,  the 
auditors  noted  the  change  in  the  description  and  refused  to  apply 
the  commodity  rate  that  had  theretofore  been  imposed  on  the 
broken  stone.  Bills  for  undercharges  were  presented  on  97  car- 
loads that  moved  between  June  25,  1918,  and  February  5,  1919. 

The  Director-General  defended  the  combination  of  $3.30  for 
the  haul  of  177  miles,  on  the  ground  that  the  rate  which  had 
become  $1.70  on  June  25,  1918,  was  originally  a  state-made  de- 
pressed rate  and  that  the  rates  as  low  or  lower  for  longer  hauls 
on  ground  limestone,  cited  by  the  complainant,  were  made  to 
take  care  of  the  large  movement  of  ground  limestone  used  for 
agricultural  purposes.  He  said  agricultural  ground  limestone 
would  not  move  long  distances  except  at  a  depressed  rate.  Com- 
parisons were  offered  to  show  the  reasonableness  of  the  $3.30 
rate,  but  the  Commission  said  nearly  every  rate  shown  was  lower 
for  a  longer  haul. 

On  brief  the  Commission  was  asked  to  authorize  the  West- 
ern Maryland  and  the  Director-General  to  waive  the  collection 
of  undercharges  on  shipments  moving  between  April  12,  1917, 
and  June  25,  1918.  The  Commission,  however,  said  the  prayer 
was  for  reparation  during  federal  control  only  and  that  the  West- 
ern Maryland  was  not  a  party  to  the  case. 


RATES    ON    LINSEED    OIL 

Rates  on  linseed  oil  in  Official  Classification  territory  have 
been  condemned  as  unreasonable  to  the  extent  they  exceeded, 
exceed  or  may  exceed  the  contemporaneous  rates  on  cottonseed 
oil,  in  a  report  on  No.  12663,  Midland  Linseed  Products  Company 
vs.  Director-General,  as  agent,  West  Shore,  et  al.,  opinion  No. 
7612,  68  I.  C.  C.  522-4.  The  carriers  are  to-  establish  rates  on  the 
basis  of  cottonseed  rates,  not  later  than  July  8,  from  Edgewater 
(Undercliff),  N.  J.,  to  specifically  mentioned  destinations.  The 
decision  also  carries  an  award  of  reparation.  The  destinations 
mentioned  in  the  order  covered  the  Official  Classification  terri- 
tory so  amply  that  the  effect  of  the  order  will  be  to  require 
rates  on  linseed  oil  no  higher  than  those  on  cottonseed  oil 
wherever  there  could  possibly  be  movement  of  the  two  vegetable 
oils. 


DISTRIBUTION  OF  CARS   FOR   HAY 

An  order  of  dismissal  has  been  entered  in  No.  11875,  Gaynor 
Brothers  vs.  Director-General  and  C.  M.  &  St.  P.,  opinion  No. 
7618,  68  I.  C.  C.  541-4,  the  Commission  holding  the  allegation  of 
the  complainants  that  they  were  unduly  prejudicial  in  the  dis- 
tribution of  empty  cars  for  the  shipment  of  hay,  in  comparison 
with  other  shippers,  at  Forestburg  and  Woonsocket.  S.  D.,  had 
not  been  sustained  by  the  evidence.  It  also  held  the  minimum 
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involved  had  not  been  shown  to  have  been  unreasonable.  The 
complaint  covered  shipments  in  the  fall  of  1919  and  the  spring 
of  1920. 


GRAIN  TRANSIT  AT  SCHUYLER,  NEB. 
A  conditional  disapproval  has  been  given,  in  I.  and  S.  No. 
1480.  to  the  proposal  of  the  Burlington  to  cancel  transit  on 
grain  and  seeds  at  Schuyler.  Neb.,  opinion  No.  7621,  68  I.  C.  C. 
550-1.  The  Commission  held  that  if  the  carriers  continued  the 
transit  at  Fremont,  Neb.,  to  which  the  protestant  assented, 
they  might  discontinue  it  at  Columbus,  Neb.  Schuyler  is  on 
the  Union  Pacific,  midway  between  Columbus  and  Fremont  and 
at  the  end  of  a  branch  of  the  Burlington.  The  mill  of  the  pro- 
testant. Wells-Abbott-Nieman  Company,  is  not  reached  by  the 
Burlington.  Traffic  to  and  from  it  must  be  drayed  for  shipment 
over  the  Burlington.  When  turned  over  to  the  Union  Pacific 
at  Fremont  or  Columbus  the  transit  involves  a  back  haul.  The 
schedules  proposed  to  cancel  transit  at  Fremont  and  Columbus 
on  grain  from  Schuyler. 


RATE   ON   GALVANIZED   WIRE 

The  Commission  has  dismissed  No.  11235,  D.  Nagase  It  Co., 
vs.  Director-General,  as  agent.  New  York  Central  et  al.. 
opinion  No.  7617,  68  I.  C.  C.  539-40,  on  a  finding  that  the  rate 
of  $1.25.  on  galvanized  wire,  imposed  on  two  carloads  on  June 
26,  1918,  from  Grand  Crossing,  111.,  to  Seattle,  for  export,  was 
not  unreasonable  or  unduly  prejudicial.  The  export  rate  prior 
to  June  25.  1918,  was  40  cents.  The  complainant  contended  the 
rate  of  $1.25  was  unreasonable  and  unduly  prejudicial  to  the 
extent  It  exceeded  a  subsequently  established  rate  of  60  cent*. 


P.  A  N.  W.  AND  TAP  LINE  CASE 

The  Commission  has  dlsmussed  No.  10959.  Prescott  A  North- 
western vs.  Missouri  Pacific  el  al..  opinion  No.  7605.  68  I    < 
487-91.  thereby  refusing  to  release  the  applicant  from  the  limita- 
tion placed  on  it  In  the  tap  line  case,  which  restricts  the  divi- 
sions its  connections  may  pay  It  to  the  allowances  made  by  the 


Commission  in  the  tap  line  case,  plus  the  increases  made  by 
General  Order  No.  28  and  Ex  Parte  74.  The  Commission  held 
that  the  complaint  did  not  disclose  such  a  change  in  relationship 
between  the  tap  line  so-called  and  the  proprietary  interest,  the 
Ozan-Graysonia  Lumber  Co.,  as  to  warrant  release  from  the 
order.  While  the  limber  of  the  proprietary  interest  along  the 
rails  of  the  short  line  has  been  cut  off,  the  company  has  acquired 
timber  on  another  road  and  the  logs  move  in  over  the  short  line 
and  lumber  out  so  that  the  traffic  of  the  proprietary  interest  in 
1919  constituted  45.1  per  cent  of  the  tonnage,  producing  54.9 
per  cent  of  the  revenue. 


WYANDOTTE  TERMINAL  CASE 

In  the  Traffic  World's  abstract  of  the  Commission's  report  on 
the  Wyandotte  Terminal  part  of  No.  4181,  the  continuing-  indus- 
trial railway  case  (April  29,  p.  925),  it  was  erroneously  stated 
there  was  no  physical  connection  between  the  terminal  and  the 
Detroit,  Toledo  ft  Ironton  or  the  Toledo  Shore  Line,  at  either 
Ford  or  Wyandotte.  Mich.,  the  towns  served  by  the  terminal. 
The  fact,  as  stated  by  the  Commission,  is  that  there  is  no  "phys- 
ical connection  except  through  the  rails  of  the  terminal,  at  Wyan- 
dotte or  Ford,  Mich.,  between  the  Ironton  or  the  Shore  Line, 
which  uses  the  Ironton  tracks,  and  the  Michigan  Central.  In 
order  to  effect  interchange  between  these  lines,  it  is  necessary 
that  an  overhead  switching  service  be  performed  by  the  terminal. 
For  this  service  the  terminal  assesses  its  published  rates." 

No'  all  the  complicated  switching  that  takes  place  at  the 
points  mentioned  was  described,  the  chief  purposes  of  the  ab- 
stract being  to  show  that  the  Commission  had  reversed  itself, 
that  the  switching  there  was  complicated,  that  the  terminal  did 
much  work  for  shippers  not  stockholders  or  interested  other  than 
as  shippers,  so  the  Commission  could  not  adhere  to  its  former 
ruling  that  the  railroad  was  not  a  common  carrier.  In  addition 
to  the  owners  of  stock  mentioned,  the  report  also  shows  the 
Wyandotte  Portland  Cement  Company  as  a  controlling  or  affiliated 
industry. 


Tentative  Reports  of  the  Commission 


RATING   ON   TIRE   CARRIERS 

Examiner  Leo  J.  Flynn  has  proposed  the  dismissal  of  No. 
12973.  Chevrolet  Motor  Company  of  New  York  vs.  Director-Gen 
era),  as  agent.  Grand  Trunk  Western  et  al..  on  a  holding  that 
ill--  fourth  class  rates  on  automobile  tire  carriers.  In  carloads, 
from  Ix-trnit  to  Tarrytown,  N.  Y.,  shipped  between  October  18. 
1917.  and  October  20,  1919.  were  not  unreasonable  or  unjustly 
discriminatory.  The  lire  carriers  were  not  specifically  classi- 
fied. The  rates  applicable  to  hardware,  not  otherwise  specified, 
were  Imposed.  The  complainant  contended  for  fifth  class,  applic- 
able to  certain  kinds  of  machinery.  It  showed  the  average  value 
of  some  of  the  machinery  so  shipped  was  slightly  more  than 
three  times  per  pound  that  of  the  tire  carriers,  the  examiner 
said.  But,  he  said,  while  value  was  an  Important  clement  In  the 
determination  of  classification.  It  was  not  controlling.  Nothing 
In  the  record,  he  said,  warranted  the  Commission  In  coming  to  a 
conclusion  other  than  the  one  announced  by  it  In  Chevrolet  Motor 
Co.  TS.  Director  General.  68  1.  C.  C.  281. 


movem.  ni.  xnil  la  at  prc»,  nt.  the  largeit  white  pine  lumber  market 
In  the  emit,  and  while  It*  (hlpper*  hnft  to  meet  competition  from 
[mil  •  x  a  lower  ha«l*  of  i.m-n,  mich  competition  wnx  not  In 

any  cenae  <  <nitii>lllng.  The  proof  with  re*pect  to  damage  la  too  un- 

in    to   warrant  an  award  of  reparation   upon   a  finding  of  umlur 

<  I  Ice. 


PREJUDICE  IN  LUMBER  RATES 

A  finding  of  undue  prejudice,  without  damage,  however,  en- 
titling the  complainants  to  reparation,  and  dismissal  of  the  <• 
plaint,  has  been  recommended  by  Examiner  I.  L.  Koch  as  to  No. 
hit.-  PiiK-  Association  of  the  Tonawandas  et  al.  vs.  I)i- 

•ir-General.  as  agent.  New  York  Central,  et  al.  H->  said  !hn 
sixth-clam  rates  on  lumber  applied  between  Au*unt  1.  1917.  and 
riw-ember  30.  1919.  on  traffic  from  North  Tonawanda.  N.  Y.,  to 
destinations  In  trunk  line  and  New  Kngland  territories,  wore 
not  unreasonable,  or  unjustly  discriminatory,  but  that  they  were 
unduly  prejudicial  In  comparison  with  rates  from  Ogdensburg 
and  Morrlntown,  N.  Y.  With  regard  to  tbe  undue  prejudice,  the 
examiner  Mid: 

It  I*  not  poaalble  upon  thl*  record  to  determine  whether  or  not 
the  rate*  amialk-d.  or  any  of  them.  wer>-  unduly  prejudicial  to  com- 
plainant* ••  compared  with  mteii  from  *ome  of  the  competing  point*. 
for  the  rrmmon  that  the  exhibit*  allowing  thoae  rate*  ilo  not  give  dl»- 
tance*  or  earning*  Other  rule*  ;,•  ompanled  by  a  *atl»fac- 

lory  •  homing  movement  thereunder.  The  foregoing 

table  leaven  no  doubt,  however,  that.  con«lrl*-r1ng  the  difference*  In  'II*- 
tunce  »nd  opernllng  conditions,  the  relatlon«hlp  between  the  rate*  from 

'h  Tonnw»n'l.t  and  the  contemporaneous  rate*  from  fugrtennburg 
trvl  Morrl«town.  during  the  •hinment  p*-rlod,  wan  umlulv  prejudicial 

•>mplamanl*  and  nndulv  preferential  nf  their  competitor*  nt  thom 

•  omplfllnant*'  damage.  In 
IK  nnd  Morrlntown. 

•it.  or  In  t  ••unit,  of  the  preference* 

accorded  tbOM  point*.  North  Tonawattda  was  during  the  period  of 


RATE  ON   WROUGHT-IRON   PIPE 

Assistant  Chief  Kxamlner  Ulysses  Butler,  In  a  report  on 
No.  12953,  Manhattan  Oil  Company  vs.  Atchison,  Topeka  & 
Santa  Fe,  et  al.,  has  advised  the  Commission  to  hold  that  the 
rate  of  $1.135.  charged  on  four  carloads  of  wrought-iron  pipe 
and  casing,  from  Bomar,  Okla.,  to  Cedar  Vale,  Kans.,  shipped 
In  May,  1921,  was  unreasonable  to  the  extent  It  exceeded  59.5 
cents  per  100  pounds:  that  that  rate  should  be  established  for 
the  future,  and  that  reparation  be  awarded  to  that  basis. 

The  carriers,  Butler  said,  found  there  was  no  tariff  author- 
ity for  the  rate  assessed  so  they  adjusted  the  charges  to  a  rate 
of  90.5  cents,  carried  in  a  schedule  which  had  been  suspended 
and  which  was  never  allowed  to  become  operative.  He  found 
the  legally  applicable  rate  was  the  fifth  class  rate  of  $1.14,  and 
that  the  shipments,  therefore,  were  undercharged.  He  found  a 
commodity  rate  of  59.5  cents,  from  Kansas  City  base  points, 
I^PIch  Include  Cedar  Vale  to  Bomar,  and  that  that  rate  applied 
to  the  Fort  Worth-Dallas  group,  a  greater  distance  from  Kan- 
sas City  than  either  Bomar  or  Vale.  The  carriers  suggested  a 
rate  of  98  cents,  making  no  effort  to  defend  tin-  application  of 
a  class  rate  on  a  commodity  which  moves  heavily  from  and  to 
many  points  in  that  southwestern  oil  country. 


WEIGHT   OF   ICE   CREAM   CONTAINERS 

Examiner  J.  P.  McOrath.  in  a  report  on  No.  11948,  Glaclfer 
Company  vs.  American  Railway  Express  Company,  has  advised 
the  Commission  to  reverse  the  ruling  it  made  In  the  original  re- 
port in  that  case,  63  I.  C.  C.  153,  that  the  express  company  should 
remove  an  undue  prejudice  against  dry  containers  for  ice  cream, 
and  abolish  the  preference  shown  by  it  for  wet  containers  by 
allowing  the  3-gallon  dry  containers  to  move  at  an  estimated 
weight  of  75  per  cent  of  actual  weight.  His  thought  is  the  Com- 
mission should  change  Its  mind  because,  since  the  finding  In  the 
original  report,  the  Glaclfer  Company  has  changed  the  form  of 
its  dry  container  so  that  Its  weight  is  considerably  less  than  It 
was  in  the  approved  form  at  the  time  of  the  ruling,  and  that 
that  change  In  weight  of  container,  If  the  decision  were  not 
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reversed,  would  give  the  dry  container  an  advantage  not  com- 
patible with  the  spirit  of  the  law. 

"The  actual  gross  weight  of  the  dry  package  now  manufac- 
tured by  complainant  is  substantially  less  than  that  of  the  av- 
erage wet  container  and  substantially  less  than  the  estimated  or 
billing  weight  of  the  latter,"  said  the  examiner.  "This,  to- 
gether with  the  different  methods  of  refrigeration  employed, 
makes  for  dissimilar  conditions  attending  transportation  of  ice 
cream  in  these  respective  packages."  He  said  at  the  actual 
weight  of  the  dry  package,  compared  with  the  billing  weight  of 
the  wet  package,  the  former  has  an  advantage,  in  the  five  ex- 
press zones,  of  17,  18,  20,  24,  and  27  cents.  Another  fact  cited 
by  him  was  that  retailers  of  ice  cream  prefer  the  wet  container, 
consisting  of  a  tub  with  ice  and  salt  in  it,  because  in  such  they 
obtain  ice  which  can  be  used  in  repacking.  The  dry  container, 
which  does  not  spill  brine  on  the  floor  of  the  express  cars,  car- 
ries no  ice  and  is  not  so  well  adapted  for  use  as  a  container  from 
which  ice  cream  can  be  sold  at  retail. 

The  recommendation  of  reversal  was  made  on  a  further  hear- 
ing had  on  the  application  of  the  express  company.  It  obeyed 
the  order  in  the  original  report,  but  thinks  it  is  an  improper  one 
for  the  Commission  to  keep  in  effect. 


SWITCHING   AT    PHILADELPHIA 

A  recommendation  that  the  complaint  be  dismissed  has 
been  made  by  Examiner  H.  J.  Wagner,  in  a  report  on  No.  13,- 
377,  David  Lupton's  Sons  Company  vs.  Pennsylvania  Railroad 
Company.  He  said  the  Commission  should  hold  the  refusal  of 
the  Pennsylvania  to  switch  traffic,  from  the  Lupton  plant,  in 
Philadelphia,  to  its  connection  with  the  Philadelphia  &  Read- 
ing, at  Richmond  Junction,  also  in  Philadelphia,  for  interchange, 
or  to  establish  a  charge  f,pr  such  service  was  not  in  violation  of 
the  interstate  commerce  act. 

At  present  traffic  from  Lupton's  plant,  on  the  Pennsylvania, 
is  interchanged  with  the  Reading  only  at  Belmont,  one  of  the 
six  points  in  .Philadelphia  where  the  two  trunk  linos  connect. 
Belmont  is  the  recognized  exchange  point.  Over  the  routes 
used  by  the  Pennsylvania,  Belmont  is  from  9  to  12  miles  from 
Lupton's  plant,  and  the  movement  consumes  from  12  to  24  hours. 
,  Were  the  traffic  interchanged  at  Richmond  Junction,  only  about 
l1/^  miles  from  Lupton's,  the  movement  would  not  consume  more 
than  an  hour  or  two,  according  to  the  estimates  of  the  witness 
for  the  complainant,  a  former  operating  employe  of  the  Penn- 
sylvania. 

Richmond  Junction  is  used  as  an  interchange  only  for  in- 
bound anthracite  coal,  and  for  Reading  inbound  and  outbound 
traffic  to  and  from  the  Commerce  Street  branch,  jointly  owned 
by  the  two  trunk  lines  but  operated  by  the  Pennsylvania.  The 
complainant  attacked,  as  unduly  prejudicial,  a  charge  of  $9  per 
car  for  switching  between  two  plants  of  the  American  Engineer- 
ing Company,  claiming  the  charge  applied  to  Richmond  Junc- 
tion. After  the  filing  of  the  complaint,  the  Pennsylvania  speci- 
fically limited  that  charge  so  it  would  not  apply  to  or  from  in- 
terchange points.  The  examiner  said  there  had  been  no  move- 
ment under  that  charge  and  that  there  was  no  competitive 
relationship  between  the  engineering  company  and  the  com- 
plainant. 

As  a  final  reason  for  saying  the  Commission  should  dismiss 
the  complaint,  Examiner  Wagner  said  it  did  not  appear  the 
present  routes  available  to  the  complainant,  or  the  joint  rates, 
were  unreasonable,  and  that  the  establishment  of  the  switch- 
ing charge  might  result  in  the  short-hauling  of  the  Pennsyl- 
vania to  many  points  reached  on  its  own  rails.  He  said  the 
Commission  was  precluded  from  doing  so,  under  the  provisions 
of  section  3,  the  record  disclosing  no  public  necessity  therefor. 


SWITCHING  OF  EXPORT  GRAIN 

A  recommendation,  by  Examiner  C.  I.  Kephart,  made  in  a 
tentative  report  on  No.  12639,  F.  B.  Clay  Grain  Company  et  al. 
vs.  Atchison,  Topeka  &  Santa  Fe,  Director-General,  as  agent,  et 
al.,  if  adopted  by  the  Commission,  will  wipe  out  the  switching 
charges  on  export  grain  at  Galveston,  resulting  from  the  refusal 
of  the  line-haul  carriers  to  absorb  the  whole  of  the  charges 
made  by  the  Galveston  Wharf  Company  and  the  Southern  Pa- 
cific Terminal  Company.  The  line-haul  carriers  absorb  all  but 
$1.50  per  car  of  the  charges  of  the  Galveston  Wharf  Company. 
The  unabsorbed  part  of  the  Southern  Pacific  Terminal  charge 
is  smaller,  because  the  terminal  company  did  not  follow  the 
wharf  company  in  making  a  $1  increase  in  charges  in  May,  1920. 
Kephart  said  the  Commission  should  hold  unreasonable  the 
aggregate  of  the  line-haul  rates  and  port  switching  charges  on 
grain  for  export,  from  points  in  Oklahoma,  Kansas,  Nebraska, 
the  Dakotas,  Iowa,  Missouri,  Minnesota,  New  Mexico,  Colorado, 
Wyoming,  Montana,  Idaho  and  Utah,  to  the  elevators  at  Galves- 
ton, and  that  reparation  should  be  made  to  the  basis  of  com- 
plete absorption.  He  said  the  reparation  should  be  limited  to 
those  speaking  for  themselves  and  not  seeking,  in  a  representa- 
tive capacity,  for  unknown  persons  at  the  points  of  origin  of 
the  grain,  for  refunds. 

The  complaint  was  made  by  individuals,  firms  and  corpora- 


tions at  Kansas  City  and  Denver,  handling  grain  for  export, 
through  the  elevators  on  the  piers  at  Galveston.  The  line-haul 
carriers  do  not  reach  those  elevators.  They  employ  the  Galves- 
ton Wharf  Company  and  the  Southern  Pacific  Terminal  Company, 
the  name  of  the  latter  indicating  its  affiliation.  They  alleged 
the  aggregate  of  rates  and  charges,  since  January  1,  1917,  were 
unreasonable,  and  unduly  prejudicial.  They  asked  the  Commis- 
sion to  prescribe,  for  the  future,  the  published  export  rates  to 
Galveston,  free  of  any  additional  switching  charge,  and  an 
award  of  reparation  to  that  basis. 

The  wharf  company,  named  as  one  of  the  defendants,  took 
the  position  that  it  was  merely  a  switching  agency  employed 
by  the  road-haul  carriers  in  the  completion  of  their  contracts, 
and  that  its  charges  should  be  included  in  the  freight  charge 
made  to  the  shipper,  and  not  in  addition  thereto,  in  accordance 
with  the  holding  of  the  Commission  in  Absorption  of  Switching 
Charges  at  Fort  Worth,  61  I.  C.  C.  73-6.  It  showed,  according  to 
the  examiner,  that  switching  charges  much  greater  than  those  im- 
posed by  it  were  wholly  borne  by  the  carriers  at  competitive  ports, 
such  as  $7  and  more,  on  export  grain  handled  at  New  Orleans.  It 
pointed  out  that  at  Texas  City,  across  the  bay  from  Galveston, 
a  switching  charge  of  $7  was  absorbed.  It  also  pointed  out  that, 
generally  speaking,  at  all  other  ports  in  the  United  States  the 
switching  charges  were  wholly  absorbed  by  the  line-haul  car- 
riers, and  that  on  domestic  shipments  to  Galveston  the  absorp- 
tion was  complete.  It  insisted  that  the  excess  charge  imposed 
on  export  shipments  at  Galveston  subjected  that  port  to  a  disad- 
vantage in  competition  with  other  ports.  In  addition  it  was 
pointed  out  carriers  absorb,  on  other  import  and  export  traffic, 
at  Galveston,  charges,  running  as  high  as  $28.70  on  fuller's 
earth,  despite  greater  difficulty  in  handling  the  other  traffic. 

While  the  complaint  said  grain,  the  examiner's  report  spoke 
only  of  wheat,  and  the  recommendation,  in  terms,  embraces  only 
wheat  and  that  was  the  only  kind  of  grain  apparently  in  the 
shipments  on  which  reparation  was  desired. 


W.  &  N.  CLASS  RATE  REVISION 

A  revision  of  class  rates  to  and  from  Lake  Denmark  and 
Picatinny,  N.  J.,  important  stations  on  the  Wharton  &  Northern, 
has  been  recommended  by  Examiner  J.  P.  McGrath  in  a  report  on 
No.  12497,  United  States  of  America  vs.  Director-General,  as 
agent,  Baltimore  &  Ohio  et  al.  The  report  covers  complaints 
brought  on  behalf  of  the  War  and  Navy  departments.  The  navy 
maintains  an  ammunition  depot  at  Lake  Denmark.  The  war  de- 
partment operates  a  manufacturing  and  storage  arsenal  at  Pica- 
tinny,  a  few  miles  from  Lake  Denmark.  The  two  departments, 
as  shippers  of  ammunition  and  explosives,  were  interested  chiefly 
in  first  class  rates  applicable  to  their  commodities. 

McGrath  proposed  the  Commission  should  hold  the  class 
rates  between  the  two  towns  where  the  government  has  its 
plants,  and  interstate  destinations,  unreasonable  to  the  extent 
the  Wharton  &  Northern  components,  established  September  1, 
1920,  exceeded  those  in  effect  immediately  prior  to  that  date  and 
that  reparation  should  be  ordered  to  the  earlier  basis;  that  the  com- 
bination class  and  commodity  basis  was  and  is  not  unreasonable 
per  se;  but  that  for  the  future,  class  rates  from  and  to  Picatinny 
and  Lake  Denmark,  to  and  from  points  in  central  freight  asso- 
ciation territory  would  be  relatively  unreasonable  to  the  extent 
they  might  exceed  the  class  rates  contemporaneously  maintained 
to  and  from  points  on  short  lines  in  that  vicinity  mentioned  in 
the  report  itself  and  considered  in  the  various  cases  involving 
the  Wharton  &  Northern,  which  are  accorded  the  New  York 
district  rates,  from  and  to  the  same  points. 

The  examiner  said  joint  class  rates,  on  the  basis  indicated 
should  be  established  between  Picatinny  and  Lake  Denmark  and 
points  in  Central  Freight  Association  territory.  He  said  the 
prayer  for  joint  rates  to  and  from  other  points  should  be  denied. 
In  view  of  the  conclusions  proposed  he  said  it  was  unnecessary 
to  discuss  the  jurisdictional  questions  as  to  rates  on  intrastate 
traffic  and  whether  the  statute  of  limitations  had  run  against 
the  complaining  governmental  departments,  one  of  which  filed 
the  main  complaint  and  the  other  sub-number  thereunder. 

The  report  recommends  a  condemnation  of  the  increases 
made  by  the  Wharton  &  Northern  September  1,  1920.  It  claimed 
to  have  made  them  under  the  authority  of  the  Commission's 
orders  giving  effect  to  the  tariffs  under  Ex  Parte  74.  The  exam- 
iner said  its  claim  in  that  respect  was  not  founded  on  fact.  He 
pointed  out  to  the  Commission  in  Ex  Parte  74  that  no  effort  had 
been  made  by  the  carriers  to  justify  the  minimum  class  scale, 
beginning  with  25  cents  first  class,  made  operative  by  reason 
of  General  Order  No.  28,  in  which  the  Director-General  said 
that  where  the  class  rates  began  with  a  minimum  less  than 
25  cents  per  100  pounds,  that  minimum  scale  should  be  put  into 
effect.  It  said  increases  should  not  be  made  in  that  scale.  The 
Wharton  &  Northern  put  that  minimum  class  scale  into  opera- 
tion. Then,  notwithstanding  the  Commission's  condemnation 
of  it  because  it  had  not  been  justified,  it  increased  the  class 
rates  made  under  that  scale,  in  accordance  with  the  permission 
in  Ex  Parte  74  granted  as  to  other  rates. 

The  Wharton  &  Northern  being  owned  by  the  Wharton 
Steel  Company  and  being  the  creator  chiefly  of  deficits  during 
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the  last  six  or  seven  years,  the  Commission,  in  other  cases,  dis- 
cussed the  facts  relating  thereto  at  length  and  Examiner  Mc- 
Grath  in  his  report  on  the  government's  complaints,  referred  to 
the  prior  cases  involving  the  short  line,  which,  in  one  of  them, 
the  Commission  held  it  to  be  a  short  line  of  trunk  line  type. 


Inion   Coal   Co.   vs.   Same;    and    (Sub-No.    10),   E.    E.   Burdette 
Coal  Co.  vs.  Same. 


NEW  YORK  DOCK  RAILWAY  DIVISIONS 

A  recommendation  of  dismissal  has  been  made  by  Examiner 
Leo  J.  Flynn  In  a  report  on  No.  13010.  New  York  Dock  Railway 
vs.  Baltimore  &  Ohio  et  al.  The  complaint  alleged  that  the  divi- 
sions out  of  joint  rates  in  effect  between  the  dock  railway  and 
its  connections  were  in  violation  of  the  Interstate  commerce  law. 
It  asked  for  the  prescription  of  just,  reasonable  and  equitable 
divisions  of  the  alleged  joint  rates  and  charges  to  be  received  by 
the  complainant.  The  complaint  proceeded  upon  the  assumption 
there  were  joint  rates  and  charges  In  all  cases. 

Flynn  said  the  Commission  should  hold  that  the  complainant 
did  not  participate  in  joint  rates  with  the  defendants  with  the 
exception  of  a  relatively  small  number  of  rates,  and  that  as  to 
them  the  complainant  had  not  furnished  data  to  serve  as  a  basis 
for  a  valid  prescription  of  divisions  In  accordance  with  the  law. 
He  said  the  complainant  had  joint  rates  with  the  Santa  Fe.  Ban- 
gor  ft  Aroostook,  Bessemer  ft  Lake  Erie,  Buffalo,  Rochester  ft 
Pittsburgh,  Duluth.  Missabe  ft  Northern.  Morgan's  U.  ft  T.  R.  R. 
ft  S.  a  Co..  New  Orleans.  Texas  ft  Mexico.  Norfolk  ft  Western. 
Pittsburgh.  Shawmut  ft  Northern.  Cotton  Belt,  Southern.  Temls- 
couata,  Western  Maryland  and  the  lines  for  which  J.  .1.  Cotlrell  is 
agent  on  certain  heavy-loading  commodities  such  as  brick 
ment.  coal,  coke,  copper,  cotton,  lumber,  hides.  Iron  and  steel, 
petroleum  and  Its  products,  wood  pulp  and  wool.  Some  tariffs 
provide  rates  "via  Greenville,  N.  J..  and  New  York  Dock  Railway 
Floats." 

The  examiner  said  that  before  proceeding  with  the  case  the 
Commission  would  hare  to  decide  whether  the  railroad  was  a 
common  carrier.  On  that  point  he  said  It  should  so  hold,  al- 
though It  is  a  peculiar  railroad,  in  that  It  consists  of  three  parts 
not  connected,  each  serving  a  particular  dock.  The  dock  com- 
pany owns  the  stock  of  the  dock  railway  company.  It  organ- 
ised the  railway  company  some  years  ago  and  separated  Its  busi- 
ness  Into  two  distinct  parts,  one  being  that  of  a  wharfinger  and 
warehouseman,  and  the  other  that  of  a  common  car; 

Flynn  said  the  Commission  should  hold  the  dock  railway 
to  be  a  common  carrier  which  furnishes  an  Important  service  to 
the  public  and  that  It  is  efficiently  opera 

The  carriers  mentioned,  not  one  at  which  connects  with  the 
rails  of  the  dock  company,  shows  It  as  a  participating  carrier. 
The  direc  i  connections  publish  rates  to  points  on  the  dock  rail- 
way which  they  could  not  reach  over  their  own  rails.  The) 
provide,  however,  for  payment  of  allowances  to  the  dock  com- 
pany. On  the  facts  set  forth  Flynn  said  the  Commission 
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The  examiner  said  the  Commission  should  see  that  action 
was  taken  to  rectify  the  situation  caused  )>y  the  tariffs  of  the 
trunk  lines  that  provide  for  deliveries  on  the  rails  of  the  dock 
railway  and  for  the  payment  of  allowances  to  the  dock  company, 
without,  however,  saying  what  that  action  should  be. 
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RATES  ON  RIO  IRON  OUTFITS 

Examiner  J.  O.  Cassldy  has  recommended  the  dismissal  of 
N<>    l.'.'.'H.  Bradford  Rig  ft  Reel  Company  vs.  I>lrectoi  <;.-n.-ral.  as 
agent,  on  a  holding  that  rates  on  rig  Iron  outfits,  in  straight  car- 
loads, from  lola,  Kan.,  to  Tulsa,  Okla  .  since  March  I.  1!HX.  w 
and  are  not  unreasonable. 


RATES  ON   HARD  COAL   TO   DETROIT 
Attorney-Examiner   Chart.--    K     '.-    ly.    in    a    re|>ort    on    No. 
13289.    Mark    McFadden    v.    In  oral    of    Railroads,    as 

agent,  has  recommended  a  holding  of  unreasonableness  and 
awards  of  reparation,  as  to  rates  on  hard  coal,  from  points  In 
Pennsylvania,  to  Detroit,  via  Buffalo.  Black  Rock  or  Suspension 
Bridge.  The  cases  were  like  the  Gosllne.  55  I.  ('.  C.  220.  and 
nig  cases  II.  especially  the  latter.  In  the  last 

mentioned  case  the  Commission  held  the  rales  were  unreason- 
able to  the  extent  they  exceeded  $370  on  prepared  and  J3.45 
on  smaller  sizes.  The  same  holdlnK  was  recommended  In  this 
and  related  cases,  the  other  cases  being  No  132X!»  (Sub  Nos. 
2  and  9).  Same  rs.  Same;  (Suli  ,nd  7).  R.  I.  Aylward 

TS.  8am.  --os.  3  and   r,).   \\ .  -     <>,\.-  i  <>al  Co.  vs.  Same; 

(Sub-No.  4).  Srhmied  Coal  &  lumber  Co.  TS.  Same;   (Sub-No.  8), 


RATES  ON  PETROLEUM  FUEL  OIL 

Examiner  Henry  C.  Keene  has  advised  the  dismissal  of  No. 
12896,  East  Bay  Water  Co.  vs.  Director-General,  and  No.  12966, 
Same  vs.  Same,  on  a  holding  that  the  rates  charged  on  petroleum 
fuel  oil,  between  August  10,  1918,  and  March  1,  1920,  from 
Richmond,  Calif.,  to  Alvarado  and  Oakland,  Calif.,  were  ap- 
plicable to  the  traffic  and  had  not  been  shown  to  have  been 
unreasonable. 


RATES  ON   SOFT  COAL 

A  finding  of  unreasonableness  as  to  rates  on  soft  coal  from 
Island  Sound  ports  in  Connecticut  and  Rhode  Island  to 
interior  Connecticut  destinations  has  been  recommended  by 
Kxaminer  M.  G.  de  Quevedo  in  a  report  on  No.  12134,  Manufac- 
turers' Association  of  Connecticut,  Inc.,  vs.  Director-General,  as 
agent.  He  said  the  Commission  should  hold  them  unreasonable 
to  the  extent  that  they  exceeded  the  rates  established  October 
21.  1918.  and  that  reparation  be  made  to  the  parties  in  behalf 
of  whom  the  association  made  its  complaint.  The  complainant 
contended  that  only  one  increase  should  have  been  applied  to 
the  rail  factors  used  in  making  up  the  rail-ocean  and-rail  com- 
bination. Quevedo  said  whether  the  Director-General's  order 
had  been  properly  followed  was  not  In  issue,  but  that  the  issue 
was  as  to  whether  the  rates  were  reasonable,  and  on  that  he 
made  his  recommendation,  as  hereinbefore  set  forth. 


REPARATION  ON  COAL 

In  a  tentative  report  on  No.  13117,  Little  Fork  Coal  Co. 
vs.  Eastern  Kentucky  Railway  Co.,  Director-General  et  al., 
Examiner  Myron  Witters  said  the  Commission  should  find  that 
the  claim  for  reparation  on  shipments  of  coal,  during  federal 
control,  from  Wlllard,  Ky..  to  Cincinnati  and  points  in  that 
switching  district,  and  to  destinations  in  Central  Freight  Asso- 
ciation territory,  was  barred  by  the  statute  of  limitations,  as 
to  all  shipments  before  February  5,  1920.  Witters  said  that  in 
the  first  complaint,  the  coal  company  had  not  prayed  for  rep- 
aration on  shipments  moving  before  that  date.  The  first  case 
was  disposed  of  in  59  I.  C.  C.  693,  the  Commission  holding  the 
rates  unreasonable.  The  second  case  was  brought  to  collect 
reparation. 

As  to  reparation  on  claims  not  barred,  the  examiner  said 
It  should  be  denied,  because  there  was  no  proof  that  the  com- 
plainant had  paid  the  freight,  the  only  testimony  being  to  the 
effect  that  the  sales  axency  remitted  to  the  complainant  what 
was  left  after  deducing  cost  of  sellfng  and  freight. 


EXPRESS   RATES  TO   SIOUX   CITY 

Examiner  C.  I.   Kephart.  In  a  report  on  No.  12402,  Hanford 
Produce  '  neral  and  American  Railway  Express 

Co,  said  the  Commission  should  find  the  express  rates  charged 
complainant,  from  stations  on  the  Minneapolis  &  St.  Louis  Rail- 
road In  Minnesota  and  South  Dakota  to  Sioux  City,  on  and 
after  August  1.  1919,  were,  are.  and  for  the  future  will  be,  un- 
reasonable to  the  extent  that  they  exceeded,  exceed  or  may 
exceed  the  contemporaneous  commodity  continuous  dlstanc 
scale  of  rates  on  cream,  In  cans,  applicable  throughout  the  upper 
Mississippi  Valley. 


RATES  ON    LIVE   STOCK    IN   TEXAS 

In  a  tentative  report  on  No.  13002,  Kansas  City  Live  Stock 
Exchange  vs.  Abilene  &  Southern  et  al.,  Examiner  John  A.  Mc- 
Quillan has  recommended  a  holding  that  the  rates  on  live  stork. 
from  Kansas  City  to  Texas  points,  are  unreasonable  and  unduly 
prejudicial. 

He  said  the  Commission  should  find  that  rates  on  beef 
fettle,  stock  cattle,  calves,  stocker  calves,  hots,  sheep  and  goats. 
from  Kansas  City  to  Texas  points,  are  unreasonable  and  unduly 
prejudicial  as  to  the  extent  that  they  exceed  the  rates  that 
will  result  from  the  application  of  the  scale  now  applicable 
over  defendants'  lines,  between  Texas  points  and  Wichita,  Okla- 
homa City  and  other  points,  and  which  is  now  published  In 
F.  A.  Inland's  tariff,  I.  C.  C.  No.  1497. 


RATES  TO  MEXICO  UNDER  EX  PARTE  74 
Acceptance  by  the  Commission  of  a  tariff  prepared  and 
filed  by  a  carrier  In  contravention  of  the  Commission's  findings 
makes  the  rates  therein  contained  the  legal  ones  to  be  collected. 
That  Is  what  Examiner  H.  J.  Wagner  proposes  the  Commission 
shall  hold  In  No.  13384,  Greene  Cananea  Copper  Company  vs. 
''hicago.  Rock  Island  &  Pacific  et  al.,  as  reason  for  its  dismissal 
of  a  complaint  alleging  Increased  rates  on  fuel  oil  and  other 
commodities,  from  points  in  the  United  States  to  Cananea,  Mex.. 
because  not  In  compliance  with  the  Commission's  holding,  in 
Ex  Parte  74.  that  nothing  In  that  decision  should  be  construed 
as  authorizing  any  increases  In  the  proportions  of  joint  through 
rates  to  or  from  points  In  foreign  countries  accruing  In  such 
foreign  countries.  Count iss.  however,  did  not  obey  that  injunc- 
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tion.  The  complaint  was  filed  on  the  theory  that  the  rates,  not 
having  been  filed  in  accordance  with  I  hat  injunction,  the  Com- 
mission should  declare  them  illegal  and  order  refunds. 


RATES  IN  CAL.,  ARIZ.,  AND  COLORADO 
Examiner  E.  I ..  Gaddess  has  recommended  the  dismissal  of 
No.  13267,  San  Luis  Valley  Federation  of  Commerce  and  Romeo 
Stores  Company  vs.  Director-General,  Denver  &  Rio  Grande 
Western  et  al.,  on  a  finding  that  the  rates  on  various  commodi- 
ties, from  and  to  points  in  California,  Arizona  and  Colorado, 
based  on  a  combination  of  local  rates  to  and  from  Walsenburg 
and  Salida,  Colo.,  and  Santa  Fe,  N.  M.,  are  not  unreasonable  or 
unjustly  discriminatory.  Gaddess  said  the  complainants  relied 
for  relief  on  correspondence  with  the  Commission,  in  which  an 
informal  ruling  as  to  the  meaning  of  tariff  provisions  involved 
in  the  case  was  made.  That  construction,  he  said,  was  dif- 
ferent from  that  that  should  be  given  in  disposing  of  the  case. 


RATE   ON    BRICK 

An  order  of  dismissal  has  been  recommended  by  Examiner 
C.  I.  Kephart  as  to  No.  12738,  Sunderland  Brothers  Company 
vs.  Chicago,  Burlington  &  Quincy  et  al.,  on  a  holding  that  the 
applicable  rate  on  a  car  of  common  brick,  shipped  from  Fre- 
donia,  Kan.,  to  Watson.  Mo.,  in  February,  1917,  was  not  un- 
reasonable. The  conditions  which  caused  allegations  of  viola- 
tion of  the  third  and  fourth  sections,  he  said,  had  been  changed, 
so  there  was  no  reason  for  going  into  them.  He  found  over- 
charges and  said  the  Commission  should  order  them  removed. 


RATES  ON  HOUSE-HEATING  FURNACES 
Examiner  John  A.,  McQuillan  has  recommended  the  dis- 
missal of  No.  13077,  Morrill-Higgins  Company  vs.  Director-Gen- 
eral, as  agent,  on  a  holding  that  rates  on  house-heating  furnaces, 
from  Belleville,  111.,  to  Omaha,  Neb.,  between  January  8  and 
July  16,  1919,  were  not  unreasonable. 


RATE  ON  SULPHATE  OF  ALUMINA 

Dismissal  of  No.  13188,  West  Virginia  Pulp  &  Paper  Com- 
pany vs.  Director-General,  as  agent,  has  been  recommended  by 
Examiner  J.  Edgar  Smith,  on  a  finding  that  the  sixth  class  rate 
of  19  cents,  on  sulphate  of  alumina,  from  Marcus  Hook,  Pa.,  to 
Williamsburg,  Pa.,  between  July  25  and  November  7,  1918,  in- 
clusive, was  not  unreasonable  or  otherwise  in  violation  of  the 
act. 


RATE  AND  RATING  ON  BLACKSTRAP 

Attorney-Examiner  Charles  F.  Gerry  has  proposed  the  dis- 
missal of  No.  13276,  Dey  Manufacturing  Company  vs.  Philadel- 
phia &  Reading  et  al.,  on  a  finding  that  the  rate  and  rating  on 
final  or  blackstrap  molasses,  In  carloads,  in  barrels,  from  Phila- 
delphia to  Cleveland,  since  March  1,  1920,  had  not  been  shown 
to  be  unreasonable  or  otherwise  in  violation  of  the  interstate 
commerce  law. 


CLERKS   SEEK   INJUNCTION 

An  injunction  to  enjoin  the  Pennsylvania  Railroad  from  pro- 
ceeding with  its  election  of  representatives  with  whom  to  nego- 
tiate rules  for  clerks  was  asked  for  by  the  Brotherhood  of  Rail- 
way and  Steamship  Clerks,  Freight  Handlers,  Express  and  Sta- 
tion Employes,  in  a  suit  filed  in  the  United  States  District  Court 
at  Philadelphia.  The  suit  is  an  outgrowth  of  the  Pennsylvania's 
dispute  with  the  shop  crafts  and  the  Labor  Board,  in  which 
the  board  ordered  the  carrier  to  provide  for  the  selection  of 
organizations  as  well  as  for  the  selection  of  individuals  on  the 
ballots  sent  out  to  the  employes.  In  that  case  the  Pennsylvania 
was  cited  for  non-compliance  with  the  order  and  obtained  an 
injunction  to  restrain  the  board  from  finding  it  in  violation  of 
the  order. 

In  the  application  the  clerks  assert  they  "wish  to  learn  if 
the  orders  of  the  Labor  Board  can  be  enforced,"  in  spite  of  the 
fact  that  the  Labor  Board  has  never,  so  far  as  is  known,  passed 
on  the  Pennsylvania's  conduct  in  anything  but  the  shop  craft 
election  matter. 


BOARD  CONSIDERS  WAGE  CASE 

With  the  docket  clear  of  all  cases  of  major  importance,  the 
Labor  Board,  May  16,  turned  over  all  minor  hearings  to  its 
examiners  and  began  to  devote  its  time  to  consideration  of  the 
wage  case.  It  was  said  that,  unless  something  unforseen  de- 
velops, nothing  will  be  allowed  to  interfere  with  the  concentra- 
tion of  the  board  members  on  that  case  until  a  decision  is  ready 
for  distribution. 

Six  weeks  is  about  the  lowest  estimate  made  of  the  time  re- 
quired for  the  board  to  arrive  at  a  decision.  A  more  conservative 
estimate,  and  one  which  is  more  frequently  heard,  is  that  the 
decision  will  be  ready  about  the  middle  of  July.  That  the  mem- 
bers of  the  board  have  a  mounmental  task  ahead  of  them  Is  Indi- 
cated by  the  mass  of  evidence  taken  in  the  case.  The  oral  testi- 
mony covers  over  2,200  large  pages  printed  In  8-point  type; 


presentations  made,  but.  not  included  in  the  testimony,  fill  two 
dozen  heavy  mimeographed  volumes;  a  single  set  of  the  exhibits 
filed,  consisting  mainly  of  statistics  and  graphs,  comfortably  fills  a 
four-foot  packing  case;  the  correspondence  of  one  of  the  board 
members  with  regard  to  the  case  fills  seven  standard  letter-size 
filing  drawers. 

Guesses  as  to  what  the  decision  will  contain  are  as  varied 
and  even  more  unreliable  than  the  estimates  as  to  the  date  when 
it  will  be  issued.  About  the  only  thing  there  seems  to  be  a 
modicum  of  agreement  on  is  the  question  of  the  wages  of  the 
maintenance  of  way  laborers.  Although  it  was  against  these 
wages  that  the  railroads  complained  particularly,  it  is  thought 
unlikely  that  the  board  will  make  any  extensive  cut  in  the 
wages  of  the  lowest  paid  class.  At  least  one  of  the  members  of 
the  board,  it  is  known,  adheres  to  the  idea  that  to  cut  into  the 
wages  of  the  railroad  unskilled  laborers  at  the  present  time 
would  mean  wholesale  desertions  of  these  men  as  soon  as  general 
business  improves  in  a  slight  degree. 

PURCHASE  OF  RAILROAD  COAL 

The   Traffic   World   Washington  Bureau 

Secretary  Hoover  has  suggested  to  the  American  Railway 
Association  that  it  establish  a  committee  to  buy  coal  for  the 
railroads  as  one  means  of  checking  rising  coal  prices.  In  a 
statement  issued  after  it  was  said  at  the  White  House  that  the 
Administration  would  curb  rising  coal  prices,  Mr.  Hoover  said: 

The  tendency  of  coal  .prices  to  rise  at  the  mine,  in  certain  dis- 
tricts, will  be  checked.  In  order  to  devise  measures  for  protection  of 
consumers,  1  have  called  a  meeting  of  the  representative  operators 
from  the  different  producing  fields  for  consultation,  and  I  have  been 
assured  that  they  will  co-operate  to  prevent  speculation  and  rising 
prices. 

I  have  also  requested  the  American  Railway  Association  to  con- 
sider the  creation  of  a  buying  committee  for  railway  coal  and  have 
made  the  same  request  of  the  public  utilities  associations.  I  shall 
ask  that  certain  other  large  consuming  industries  undertake  the  same 
measures  in  order  that  we  may  stop  bidding  against  each  other  and 
against  the  general  consumer. 

At  the  present  time  the  price  of  coal  has  risen  unduly  in  certain 
districts,  while  in  other  districts  there  is  an  insufficiency  of  orders  to 
employ  the  mines  full  time.  There  are  very  large  stocks  of  coal  in  the 
country  in  the  possession  of  consumers  and  the  problem  is  one  of 
co-ordination  and  co-operation.  The  reports  of  certain  wholesalers 
that  there  is  a  shortage  of  coal  is  untrue  and  designed  to  further 
their  personal  ends. 


COAL   PRODUCTION   REPORT 

"Production  of  soft  coal  increased  at  the  beginning  of  the 
sixth  week  of  the  strike  (May  8-13),"  the  Geological  Survey  says 
in  its  current  coal  report.  "The  early  returns  indicate  an  output 
of  close  to  four  and  a  half  million  tons.  Production  of  anthra- 
cite, however,  remains  practically  zero. 

"The  revised  figures  for  the  fifth  week  (May  1-6)  show 
4,161,000  tons  of  bituminous  coal  and  6,000  tons  of  anthracite,  a 
combined  output  of  4,167,000  tons.  In  the  corresponding  week 
of  the  1919  strike  5,245,000  tons  of  soft  coal  and  2,014,000  tons 
of  anthracite  were  produced,  a  total  of  7,259,000  tons.  The  cur- 
rent output  of  all  coal  Is  therefore  some  3,000,000  tons  a  week 
short  of  the  1919  experience. 

"For  the  first  time  since  the  strike  began  loadings  passed 
the  13,000-car  mark  on  Monday  of  the  week  (May  8-13).  Yet  the 
record  of  Monday  was  exceeded  on  each  of  the  days  following, 
and  the  returns  so  far  received  for  Friday  forecast  a  production 
of  from  4,400,000  to  4,500,000  tons  for  the  week.  In  comparison 
with  the  week  preceding  this  is  an  increase  of  9  per  cent." 

The  loadings  in  the  sixth  week  up  to  May  12  were  reported 
as  follows:  May  8,  13,045  cars;  May  9,  13,260  cars;  May  10, 
13,384  cars,  and  May  11,  13,234  cars.  Unbilled  cars  of  coal  at 
the  mines  totaled  14,738  (estimated)  daily  in  the  week  ended 
May  6  as  against  18,736  cars  daily  in  the  preceding  week. 

During  the  fifth  week  of  the  strike  the  coal  forwarded  to 
New  England  through  the  Hudson  gateways  consisted  of  758  cars 
of  anthracite  and  703  cars  of  bitumionus  coal.  The  present 
movement  is  therefore  less  than  a  third  of  that  in  the  correspond 
ing  week  a  year  ago. 

The  strike  has  had  little  effect  on  the  volume  of  coal  moving 
through  Hampton  Roads,  for  although  many  mines  in  the  New 
River  and  Kanawha  fields,  which  ship  through  this  port,  have 
been  closed  by  the  strike,  the  increase  in  demand  has  been  suf- 
ficient to  call  forth  greater  shipments  from  mines  in  the  districts 
remaining  at  work — Pocahontas,  Tug  River,  Kenova-Thacker 
and  Winding  Gulf.  During  the  fifth  week  of  the  strike  dumpings 
declined  to  360,156  net  tons,  practically  the  same  figure  as  that 
for  the  week  ended  April  22. 

The  outstanding  features  of  the  tidewater  business  for  April 
were  the  sharp  decrease  In  dumpings  at  the  northern  ports,  and 
the  continued  heavy  business  at  Hampton  Roads  and  Charleston. 
The  total  quantity  handled  at  tidewater  piers  was  2,543,000  net 
tons,  a  decrease,  when  compared  with  March,  of  24  per  cent. 

CENTRAL  OF  GEORGIA  BONDS 

The  Central  of  Georgia  has  been  authorized  by  the  Com- 
mission to  issue  $1,313,000  of  refunding  and  general  mortgage 
6  per  cent  bonds  to  be  pledged  as  collateral  for  advances  under 
section  209,  for  loans  under  section  210,  or  for  short-term  notes. 
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A  FightirT  Diplomat  and  His  Family 


lawyer,  a  legislator,  a  federal  judge,  a  governor,  and 
chairman  of  the  United  States  Railroad  Labor  Board— all  of 
these  Ben  W.  Hooper  baa  been  at  one  time  or  another  In  his 
life;  but  should  you  ask  blm  what  he  Is,  It's  a  ten  to  one  shot 
he'll  answer:  "A  Tennessee  mountain  man."  He  Is  51  years 
old  now.  and  although  the  above  Is  no  mean  list  of  accomplish- 
ments for  any  man.  It  carries  wltb  It  added  romance  when  the 
man's  beginnings  as  a  waif  on  the  streets  of  Knoxvllle  are 
considered. 

It  was  only  15  yean  after  be  wan  rescued  from  the  streets 
that  be  was  elected  a  member  of  tbe  state  legislature — at  the 
age  of  21.  Add  18  years  and  we  have  him  as  the  first  Republi- 
can governor  of  Tennessee  In  SO  years,  one  wbo  managed  to 
make  himself  sufficiently  liked  to  win  a  second  term. 

While  governor  of  a  strangely  agitated  political  unit  the 
attribute,  or  combination  of  attributes,  which  Is  bis  most  promi- 
nent feature  came  to  full  flower.  For  want  of  a  better  expression 
it  must  be  called  fighting  diplomacy;  the  expression  seems  pe- 
culiarly apt.  Call  Hooper  a  flghtln'  diplomat  and  you  have 
described  him. 

He  must  have  begun  his  diplomat]'  training  early.  It  must 
have  been  fostered  even  before  his  year  of  majority,  when  he 
went  down  to  the  capitol  as  a  member  of  the  legislature  and 
was  advised  by  Bob  Taylor— the  famous  "Fiddler  Bob"— to  stay 
out  of  politics.  It  must  have  had  something  to  do  with  the  law 
training  he  gave  himself  after  leaving  Carson's  *  Newman's 
college,  and  with  the  organization  of  Company  C,  Sixth  United 


Republicans,  first,  and  later  by  a  convention  of  independent 
Democrats.  Another  one  of  Hooper's  characteristic  reminiscences 
concerns  that  Democratic  convention,  where  he,  the  son  of  a 
Union  soldier,  faced  five  hundred  Confederate  veterans,  seated 
In  the  places  of  honor. 

"But  I  got  a  reception,"  he  said.  "In  the  midst  of  the  final 
uproar  a  man  seated  at  my  left  leaned  over  and  said: 

"  'Hooper,  see  that  man  a  few  rows  back — that  fellow  up  on 
the  chair  there  awaivln'  his  coat  'round  his  head?' 
"  'Yes.  I  see  him.    Why?' 

"'Well,  sir.  That's  my  presldin'  elder!'" 

People  In  Tennessee  like  to  tell  about  Hooper's  two  terms 
as  governor.  How  he  struggled  with  a  recalcitrant  legislature 
In  which  he.  with  Republicans  and  Independent  Democrats  com- 
bined, maintained  only  the  barest  majority  at  times,  and  some- 
times even  lost  that.  How  the  legislature  bolted  across  the  state 
line  on  two  occasions  when  It  did  not  want  to  consider  the  mat- 
ters that  the  governor  wanted  It  to  consider.  How  it  frittered 
away  a  limited  special  session  without  paying  any  attention  to 
the  matter  for  which  the  session  had  been  called,  and  how  it  got 
to  home  to  find  a  call  for  another  special  session  In  which  the 
purposes  were  so  closely  defined  that  further  evasion  was  im- 
possible. Those  are  only  a  few  of  the  things  that  he  had  on 
which  to  exercise  his  flghtln'  diplomacy — and  he  won  his  point 
more  often  than  not.  It  moved  one  of  his  opponents  to  exclaim 
after  his  retirement:  "His  ideas  of  what  was  right  may  not 
have  coincided  with  ours;  but  his  method  of  fighting  for  what 


Slate    Volunteer    Infantry,    which   Captain    Hooper   led    through      b*  thought   was  right  was  a  thing  of  diplomatic  beauty  and  a 

•M*t*K*t%M     nt    «.  _.  1  *  V.     CT  _._!_.  ,  i  f  n  !j  flrMi  u     nsiAm   " 


nine  months  of  war  with  Spain. 

The  four  years  In  the  state  legislature  completed  the  young 
lawyer  of  Newport's  political  career.  At  least  he  thought  so 
and  he  *pent  ih«-  next  six  ynr*  In  building  up  an  extensive  If 
not  over-lucrative  practice  In  the  mountains  of  eastern  Ten- 
nessee. If  he  gained  not  in  worldly  wraith,  however,  he  gained 
In  friends  and  to  this  day  East  Tennessee  Is  as  proud  of  Hooper 
as  Hooper  Is  of  East  Tennessee. 

[Miring  those  years  Hooper  also  gained  for  himself  a  wife. 
Anna  B.  Jones,  the  pride  of  the  mountains,  a  daughter  of  the 
Virginia  Randolphs,  and  a  real  aristocrat — with  a  coat  of  arms 
and  everything.  Hooper  gets  a  deal  of  enjoyment  In  telling  how 
bis  oldest  daughter  pleaded  with  him.  at  one  time,  to  adopt  a 
coat  of  arms  for  the  Hooper  family. 

"I  gave  deep  thought,"  he  will  say.  "to  the  English.  German, 
Italian  and  Irish,  among  whom  my  grandparents  were  equally 
divided,  and  then  I  told  her  that  I  thought  an  appropriate 
escutcheon  would  be  a  monkey,  rampant,  on  a  hand-organ  field, 
graced  with  a  bunch  of  bananas,  and  bearing  the  motto:  'Sella 
da  banan' — 'Maka  da  mon'." 

The  mountain  lawyer's  re-entranrp  Into  |n>liiirs  look  plan- 
In  IHOfi,  when  he  was  appointed  assistant  United  States  attorney 
In  bis  district.  In  1910  be  was  nominated  for  governor  by  the 


poem." 

It  was,  therefore,  fitting  and  proper  that  President  Harding 
should  dig  back  into  the  mountains  to  drag  from  his  retire- 
ment an  obscure  chancery  Judge,  by  the  name  of  Hooper,  to 
place  on  the  Labor  Board  at  a  time  when  every  voice  was  raised 
against  it.  And  it  was  a  foregone  conclusion  that  this  same 
Hooper  would  be  the  leader  of  that  body  from  the  day  of  his 
arrival  In  Chicago;  Just  as  it  was  a  foregone  conclusion  that  he 
would  eventually  be  its  chairman. 

"Hobby?"  exclaimed  Hooper,  "My  family  Is  my  hobby.  I 
was  contented  in  that  little  valley  between  two  steep  mountains 
when  the  President's  call  came.  I  was  anticipating  the  quiet 
life  of  a  country  Judge  and  was  putting  In  my  leisure  time 
harnessing  up  a  little  spring  and  piping  It  Into  our  cottage; 
Rtrlnging  wires  for  our  telephone  on  poles  cut  in  the  back  yard; 
installing  a  little  lighting  plant,  and  planting  an  orchard.  Now 
I'll  have  to  start  all  over  again  and  there  isn't  much  chance  for 
pursuits  like  that  in  a  city  like  Chicago.  Perhaps  It  Is  well, 
therefore,  that  I  can  work  here  until  all  hours — that  my  work 
leaves  little  time  on  my  hands. 

"I  like  my  present  work  very  much  and  It  Is  that  that  makes 
me  refrain  from  advocating  for  myself  the  eight-hour  day  I  ad- 
vocate for  every  one  else." 
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Aside  from  being  a  diplomat,  Hooper  is  essentially  a  family 
man.  When  he  is  not  at  his  Morgan  Park  home,  joining  in  the 
activities  of  one  or  the  other  of  his  six  children,  one  or  more  of 
them  can  be  found  waiting  at  his  office  for  a  spare  moment  in 
i  heir  father's  busy  day.  In  the  family  group  shown  above  they 
are,  from  left  to  right:  Lemuel  W.,  James  Randolph,  Newell 
Sanders,  Ben  W.,  Ben  Jones,  Mrs.  Anna  B.,  Anna  B.,  and  Janella 
Hooper. 


COAL  ROAD  ABANDONMENT 

The   Traffic   World   Washington  Bureau 

Abandonment  of  the  Chicago  &  Indiana  Coal  Railway  Divi- 
sion of  the  Chicago  &  Eastern  Illinois  Railroad,  as  to  interstate 
and  foreign  commerce,  has  been  authorized  by  the  Commission, 
the  application  of  Redmond  D.  Stephens,  as  co-receiver,  having 
been  approved.  The  line  extends  from  Brazil,  in  Clay  county, 
Indiana,  to  LaCrosse,  in  LaPorte  County,  Indiana,  with  a  branch 
from  LaPorte  to  a  point  on  the  Indiana-Illinois  state  line,  com- 
prising 162.1  miles  of  main  track. 

A  large  number  of  objections  to  the  proposed  abandonment 
was  filed  with  the  Commission  by  individuals,  corporations  and 
organizations  of  business  men  and  shippers  interested  in  the 
operation  of  the  line.  The  application  for  abandonment  was 
filed  at  the  direction  of  the  court  which  appointed  the  co-receiver. 

The  report  of  the  Commission  showed  that  for  the  five 
years  ending  December  31,  1920,  the  net  railway  operating  in- 
come of  the  coal  road  showed  a  deficit  of  $1.684,371.81,  and 
that  for  the  first  five  months  of  1921  the  deficit  was  $234,272.24. 
The  road  was  valued  at  $6.380,101.93  as  of  June  30,  1921,  on  the 
books  of  the  Chicago  &  Eastern  Illinois  Railroad  Company. 
Continuing,  the  Commission  said: 

On  behalf  of  the  protestants  it  is  claimed  that  large  investments 
have  been  made  in  various  business  enterprises  along  the  line  and 
many  industries  have  been  established  which  require  railroad  facili- 
ties and  which- have  no  other  railroad  connection.  It  is  shown  that 
there  are  grain  elevators  at  29  stations,  and  it  is  asserted  that  if  the 
road  were  abandoned  most  of  these  elevators  would  become  useless 
and  have  only  a  scrap  value.  Most  of  these  elevators  handle  coal, 
tile,  fertilizer  and  feed  for  the  communities  in  which  they  are  lo- 
cated. One  of  the  chief  industries  in  the  territory  served  by  the 
coal  road  is  the  manufacture  of  clay  products.  At  Brook  there  is 
located  a  terra  cotta  and  tile  plant,  with  an  investment  of  $83.000 
and  an  average  normal  business  of  500  cars  annually.  This  plant 
would  be  without  railroad  service  if  the  road  were  abandoned. 
Two  plants  of  this  character  are  located  at  Mecca,  one  representing 
an  investment  of  approximately  $600.000  and  the  other  an  investment 
of  $154.000.  It  is  claimed  that  the  former  would  ship  2,000  carloads 
annually  and  the  latter  1,000  carloads  annually  if  the  necessary  rail- 
road equipment  were  furnished.  Mecca  is  not  served  by  any  other 
railroad.  A  number  of  the  shippers  who  testified  at  the  hearing  com- 
plained of  the  difficulty  of  securing  the  necessary  amount  of  equip- 
ment. 

There  are  some  48  towns  and  villages  along  the  line,  32  of  which 
are  not  served  by  any  other  rMlroad.  The  most  important  towns 
which  would  be  left  without  railroad  service  by  the  proposed  aban- 
donment are  Brook.  Pine  Village,  Stone  Bluff,  Kingman  and  Mecca. 
The  population  of  these  towns  is  as  follows:  Brook.  975:  Pine  Vil- 
lage, 301;  Stone  Bluff,  313:  Kingman,  578;  Mecca.  1,350.  These  towns 
are  distant  from  the  nearest  other  railroad  as  follows:  Brook,  4  miles; 
Pine  Village.  5  miles;  Stone  Bluff,  4.2  miles;  Kinsman,  5.2  miles; 
Mecca,  5  miles.  The  distances  from  the  other  stations,  not  served  bv 
an  existing  line,  to  another  railroad  range  from  2  to  11  miles.  Only  9 
of  these  stations  are  6  miles  or  more  from  another  railroad. 

It  appears  that  in  the  period  from  1892  to  1896  bituminous  block 
coal  constituted  approximately  70  per  cent  of  all  the  coal  originating  on 
the  coal  road,  and  that  there  is  practically  no  block  coal  now  handled 
by  it.  The  coal  fields  reached  by  the  coal  road  are  substantially 
worked  out  and  there  is  little  opportunity  for  development  in  that 
traffic.  It  is  pointed  out  that  notwithstanding  the  fact  that  the  Brazil 
district  enjoys  lower  rates  on  coal  to  the  Chicago  market  than  any 
other  coal  fields,  except  those  around  Danville,  111.,  and  in  northern 
Illinois,  the  coal  tonnage  has  steadily  declined  except  during  the  ab- 
normsl  war  period,  when  production  was  increased.  It  is  claimed  by 
the  protestants  that  one  of  the  causes  for  the  diminishing  revenues  of 
the  coal  road  was  the  fact  that  much  of  its  traffic  was  diverted  to  the 
line  of  the  Illinois  company. 

The  physical  condition  of  the  road  is  such  as  to  make  operation 
over  it  very  expensive.  Because  of  the  weakened  condition  of  bridges, 
sharpness  of  curves  and  lightness  of  rail,  the  speed  of  trains  is  re- 
stricted and  only  the  lighter  type  of  locomotives  can  be  used.  There 
are  at  least  two  grades  that  have  to  be  "doubled"  regularly,  i.  e.,  the 
train  is  broken  and  taken  over  in  sections.  Operating  expenses  were 
reduced  to  a  minimum  and  the  train  service  has  only  been  sufficient 
to  take  care  of  the  traffic  offered. 

It  appears  reasonably  clear  that  the  territory  -traversed  by  the  coal 
road  is  not  productive  of  sufficient  traffic  to  justify  its  operation  as 
an  independent  line  and  that  there  is  no  reasonable  expectation  that 
the  territory  ever  will  produce  sufficient  tonnage  to  enable  the  prop- 
erty to  pay  its  operating  expenses.  The  road  does  not  possess  any 
equipment  and  is  without  funds  to  purchase  equipment  or  meet  the 
losses  from  operation. 

There  are  11  main  line  railroads  which  cross  the  coal  road,  and 
certain  sections  of  this  railroad  might  be  operated  to  advantage  by 
connecting  lines.  Since  the  discontinuance  of  operation  of  the  line,  on 
December  31.  1921,  that  portion  of  the  road  from  West  Union  to  Brazil, 
a  distance  of  approximately  28  miles,  has  been  operated  by  the  Chi- 
cago, Indianapolis  &  Western  Railroad  Company.  It  is  stated  that 
this  was  done  under  authority  granted  by  the  United  States  Court. 
The  operation  of  this  seerment  Affords  transportation  service  to  the 
r-lny  products  plants  at  Me^ca.  This  portion  of  the  line  is  capable  of 
nroducing  considerable  traffic  and  its  pcrnument  abandonment  should 
be  considered  only  as  a  last  resort.  If  it  can  be  tnken  over  bv  a 
carrier  or  by  persons  who  are  able  to  finance  its  continued  operation, 
nn  arrangement  to  that  end  should  he  made.  No  useful  purpose  would 
he  served,  however,  by  requiring  the  present  applicant  to  attemnt 
further  operation,  since  the  receiver  has  no  equipment  or  funds.  The 
issuance  of  our  certificate  will  not  preclude  or  prejudice  the  making 
of  such  an  arrangement,  but  will  leave  the  interested  parties  free  to 
work  out  a  feasible  plan. 


Following  the  decision  of  the  United  Stall's  Supreme  Court  in 
Texas  vs.  Eastern  Texas  R.  R.  Co.  .1  ttl.,  March  i:!.  IH22,  our  finding 
and  certificate  in  this  proceeding  will  deal  only  with  interstate  and 
foreign  commerce.  The  line  In  question  is  located  wholly  within  the 
state  of  Indiana  and  is  not  operatd  by  a  carrier  engaged  in  inter- 
state commerce,  nor  will  any  carrier  in  such  commerce  be  affected  by 
its  continued  intrastate  operation. 

Upon  the  facts  presented  we  find  that  the  present  and  future  pub- 
lic convenience  and  necessity  permit  the  abandonment  as  to  interstate 
and  foreign  commerce  of  the  line  of  railroad  herein  described.  A  cer- 
ti (irate  to  that  effect  will  accordingly  be  issued. 

Commissioner  Eastman,  dissenting,  said: 

While  I  am  in  geneial  agreement  with  the  conclusions  of  the  major- 
ity, I  do  not  agree  that  the  record  affords  justification  for  the  con- 
clusion that  the  present  and  future  public  convenience  and  necessity 
permit  the  abandonment  as  to  interstate  and  foreign  commerce  of  that 
portion  of  the  road  from  West  Union  to  Brazil,  which  has  been  and 
is  now  being  operated  by  the  Chicago,  Indianapolis  &  Western  Rail- 
road Company. 

CHANGES  IN  STORAGE  RULES 

Changes  in  the  uniform  code  of  storage  rules  and  charges, 
embodying  the  recommendations  made  by  the  National  Industrial 
Traffic  League,  at  its  meeting  in  November,  1921,  and  carrying 
the  tentative  approval  of  the  Interstate  Commerce  Commission 
are  carried  in  circular, No.  2251  of  the  American  Railway  Asso- 
ciation. The  new  code,  the  circular  says,  will  be  published  by 
J.  E.  Fairbanks  to  become  effective  July  1. 

In  addition  to  the  changes  recommended  by  the  League,  as 
printed  in  The  Traffic  World,  November  12,  1921,  p.  986,  the  A. 
R.  A.  circular  says  that  the  following  sub-paragraphs  will  be 
added  to  paragragh  3  of  rule  6,  in  accordance  with  a  recom- 
mendation by  the  Bureau  of  Explosives: 

(b)  When  removal  of  carload  or  less-carload  shipments  of  danger- 
ous articles  other  than  explosives  requiring  infammable  or  acid 
placards,  or  red,  yellow,  green  or  white  I.  C.  C.  labels,  from  carrier's 
premises  has  not  been  made  within  48  hours  after  notice  of  arrival 
has  been  sent  or  given  consignee  (Sundays  and  holidays  not  included), 
shipments  must  be  disposed  of  as  follows: 

1.  Carload  shipments    (a)    by   storage   on   carrier's   property   or    (b) 
by  storage  on  other  than  carrier's  property  if  safe  storage  on  carrier's 
premises  is  not   available:   or    (c)    by   sale   at  expiration   of  thirty   cal- 
endar days  after  notice   of  arrival  has  been   sent  or  given   consignee, 
provided  consignor  has  been  notified  of  non-delivery  at  expiration  of 
48-hour  period  and  orders  for  disposition  have  not  been  received. 

2.  Less-carload    shipments    (a)    by    return    to    shipper    if    notice    of 
non-delivery  was  requested  and  given  consignor  as  prescribed  by  car- 
rier's tariff,   and  orders  for  return  to   shipper  have  been   received,  or 
(b)   by  storage  on  carrier's  property,  or   (c)   by  storage  on  other  than 
carrier's  property,  if  safe  storage  on  carrier's  poperty  is  not  available, 
or  (d)  by  sale  at  expiration  of  30  calendar  days  after  notice  of  arrival 
has   been    sent   or   given    to    consignee,    provided    consignor    has    been 
notified    of    non-delivery    at    expiration    of    48-hour    period    and    orders 
for  disposition  have  not  been  received. 


COMMISSION    ORDERS 

Upon  applicant's  request,  the  Commission  has  reopened 
finance  docket  No.  2237,  in  the  matter  of  the  application  of  the 
National  Line  Railroad  Company  for  a  certificate  of  public  con- 
venience and  necessity  authorizing  it  to  construct  a  line  of  rail- 
road, for  further  hearing. 

The  Emanuel  Slag  Company,  Inc.,  has  been  permitted  to 
intervene  in  No.  13662,  Duquesne  Slag  Products  Company  et  al. 
vs.  P.  R.  R.  et  al. 

On  application  of  counsel  for  complainant  in  No.  13590, 
Mexican  Gulf  Oil  Co.  vs.  Director-General,  P.  &  L.  E.  et  al.,  the 
Commission  has  ordered  that  the  deposition  of  A.  M.  Smith 
of  Houston,  Tex.,  be  taken  with  respect  ,to  the  matters  and 
things  involved  in  that  case,  before  Miss  I.  G.  Butler,  a  notary 
public,  at  Houston,  May  20. 

The  Fort  Worth  Freight  Bureau,  Fort  Worth  Chamber  of 
Commerce,  and  West  Texas  Chamber  of  Commerce  were  permit- 
ted to  intervene  in  No.  13518,  Federal  Grain  Co.  et  al.  vs.  A.  T. 
&  S.  F.  et  al. 

The  Southwestern  Millers'  League  was  permitted  to  inter- 
vene in  No.  13510,  Baltimore  Chamber  of  Commerce  et  al.  vs. 
A.  T.  &  S.  F.  et  al. 

The  order  entered  in  No.  10592,  Arkansas  Jobbers'  &  Manu- 
facturers' Association  vs.  Director-General,  C.  R.  I.  &  P.,  et  al., 
was  modified  by  eliminating  as  a  party  thereto  the  Missouri, 
Kansas  &  Texas  Railway  Company  and  C.  E.  Schaff,  receiver, 
and  by  including  as  an  additional  the  Missouri  Pacific  Railroad 
Company. 

James  Adams  et  al.  were  authorized  to  intervene  in  No. 
13627,  Burnett-Yount  Horse  &  Mule  Co.  et  al.  vs.  Abilene  & 
Southern  et  al. 

The  Commission  has  reopened  No.  8167,  Three  Lakes  Lum- 
ber Company  et  al.  vs.  Washington  Western  Railway,  Director- 
General,  et  al.,  and  No.  10816,  Three  Lakes  Lumber  Company 
et  al.  vs.  Director-General,  Washington  Western,  et  al.,  for  fur- 
ther hearing  upon  the  question  of  divisions  to  be  accorded  the 
Washington  Western  Railway  out  of  the  joint  coast  group  rates 
on  lumber. 

The  St.  Louis  Chamber  of  Commerce  was  permitted  to  inter- 
vene in  No.  13671,  The  Public  Service  Commission  of  Indiana 
et  al.  vs.  A.  T.  &  S.  F.  et  al. 
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The  Associated  Traffic  Clubs  of  America 

National  Association  of  Local  Organizations  Formed  at  Well-Attended  and  Enthusiastic  Meet- 
ing in  Chicago  This  Week— Constitution  Adopted— W.  J.  L.  Banham  Elected  President. 


Fifty  delegates  from  twent>  .-even  traffic  clubs  in  all  parts  of 
the  country  met  in  Chicago  at  the  rooms  of  the  Chicago  Traffic 
Club  this  week  and  with  great  enthusiasm  and  absolute  unanim- 
ity on  all  vital  questions  formed  a  national  association  along  the 
lint-s  that  had  been  proposed,  clectinR  W.  J.  L.  Banham,  of  New 
York,  president.  The  purposes  of  the  national  association,  or 
"The  Associated  Traffic  Clubs  of  America,"  as  it  was  decided  to 
call  it,  are  set  forth  in  the  constitution  herewith  published. 

The  first  day  of  the  three  days'  meeting— Monday— was  oc- 
cupied by  committee  meetings,  the  program  for  the  session  of 
delegates  being  decided  on  and  the  report  of  the  committee  on 
organization  being  considered  in  a  joint  session  of  that  com- 
mittee and  the  executive  committee. 

On  Tuesday,  the  brief  morning  session  was  given  over  to  a 
speech  of  welcome  by  President  J.  A.  Brough,  of  the  Traffic  Club 
of  Chicago,  and  speeches  by  \V.  J.  L.  Banham.  of  New  York,  and 
others,  setting  forth  the  purpose  of  the  proposed  organization 
and  telling  of  the  sentiment  in  various  parts  of  the  country. 
Mr.  Banham.  who  was  chairman  of  the  temporary  organization 
or  executive  committee  that  brought  atiout  the  national  meeting, 
acted  as  chairman,  pending  permanent  organization,  and  B.  L. 
Birkholi,  of  Newark,  acted  as  secretary.  In  the  afternoon  the 
constitution,  as  reported  by  the  organization  and  executive  com- 
mittee*, was  adopted,  as  follows: 


of 


AUTU'M-:    I  — (N, rr.e) 

this    organization    shall    be 


"THK    ASSOCIATED 


The    name 

TI:AKIM-  i-i.ri:s  UK 

ART1CI.K  II—  (01  ... 

Belter  Ins;  that  the  scttl.  rn.-nt  of  mom  transportation  problem*  of 
national  ana  general  <•  •  nd*  largely  on  understanding  of 

i  and  on  a  realization  thnt  the  mi.  r.  -t.«  of  carrier.  shipper  and 
i.ni.lic  arr.  for  th.  mo«t  part.  Identical,  thin  organisation  will  attempt. 
by  uncinc  consideration  of  public  transportation  questions  by  Its 
members  and  by  (ransmlttlnic  the  views  reached  as  a  result  of  such 
consideration  to  thorn-  whose  function  It  Is  to  make  and  to  enforce 
the  laws,  as  well  as  by  suitable  procedure  for  the  purpose  of  Inform- 
ing- the  public  ami  tho«w  to  whom  IU  views  are  transmitted  of  il>. 
*lze  and  scope  of  the  organization,  the  peculiar  fltneas  of  Its  BMmban 

•  .il    with    th-    kin.  I    of    i,roblem»    .  ..r.-    i.r.d.    ami    the    weight    that 

n  to  It*  conditions  because  of  the  fact  that  It  Is  com- 

posed of   representatives  of   both  carrier*   nml   •hlppcrs.    to  encourage 

such  national   transportation   policies  as   will.   In   It*  opinion.    !»•   mo*t 

.  •••ult  In  reasonable   rates  and  adequate   service  for  users  of 

transportation,   and   reasonable   profit*,   under   fair  regulation,    for   the 

transportation  companies. 

AUTKM.K  III—  (Membership) 

A  bona  fide  traffic  club,  whose  ntemU-ndilp  Includes  represen- 
tative* of  both  carrier*  and  shipper*,  »r>.ll  I  ••>  rn.  ml»  ruhlp 

In  this  association.  Application  for  nwmU-rshlp  shnll  be  made  to  the 
nnd  shall  be  passed  on  by  the  doanl  of  ilirertors.  A  clul> 
shall  be  considered  a  memt«~r  when  It*  nppllcntlon  hns  been  passed 
on  favorably  by  the  board  of  directors  nml  It  has  mmle  Its  first  semi- 
annual payment  of  dues.  It  (hall  cease  iiutoiiiallcnil)  to  be  a  member 
when  Its  semi-annual  dues  shall  be  more  than  »ixt>  ilay*  delinquent 
and  shall  not  be  restore.)  tn  memU-ml  >•>•  a  mnjorlty 

of  the  board  of  directors.  The  board  of  directors  may  also,  for  any 
proper  reason  (such  as  a  change  In  the  <  Imracter  of  n  rlul»  drop  any 
member  club  from  membership  by  so  notifying  It  and  returning  to 
It  the  amount  of  any  dues  thai  may  have  been  paid  In  advm 

AKTH-I.K  IV—  (Officer.) 

The    officers    shall    be    a    president    and    four    (4)    vice-presidents. 

Th-   board  of  directors  shall   be  composed   of   the   president.    the    four 

and   twel\-  •  .      Hie    officer*    *hnll    !»• 

elected  at  each  annual  meeting,  shall  take  office  immediately  nfter  the 


the    president   will    be    subject    to    the    advice    and    Instruction    of   the 
board  of  directors. 

The  vice-presidents.  In  turn,  will  preside  at  meetings  in  the 
absence  of  the  president  and  will  discharge  the  duties  of  the  office,  in 
case  of  vacancy,  until  a  president  shall  he  elected. 

AUT1CLE  VI— (Dues) 

Kach  member  club  shall  pay  annual  dues  In  an  amount  equal  to 
twenty-five  cents  for  each  of  its  resident  members.  l>ucs  shall  be 
payable  seml-anmially.  June  1  and  December  1.  based  on  the  mem- 
bcrship  as  of  those  dates.  In  no  case  shall  the  annual  dues  be  less 
than  MC.M. 

AKTICU:  VII— (Salaries  nml  Expenses) 

The   officers   of   the   association    shall    servo    without    salary.     The 

president  shall  In-  authorized  to  employ  such  clerical  help  us  is  nec.l.  .1 

to  perform  the  work  of  his  office  and  to  contract  and  pay  nil  necessary 

-•  .    such    as   postage,    printing    and    stationery,    not    in    excess   of 

the  estimated  amount  of  the  annual  dues  to  be  received. 

AKTICLK  VIII— (Meetings) 

The  annual  meeting  of  the  association  shall  be  held  in  May  at  a 
time  and  place  to  be  selected  by  the  board  of  directors.  Special 
meetings  may  be  held  at  the  call  of  the  board  of  directors.  Each 
dull  shall  U-  entitled  to  send  two  delegates  and  two  alternates  to 
each  meeting.  Only  two  votes  may  be  cast  by  each  club. 

ARTICLE  IX— (Quorum) 

The  presence  of  thirty  duly  accredited  delegates  shall  constitute 
a  quorum  for  any  meeting  of  the  association.  Seven  mcmliers  of  the 
l-.ard  of  directors  shall  constitute  a  quorum  for  thnt  body. 

ARTICLE  X— (Resolutions) 

Any  resolution  or  other  action  receiving  the  approval  of  a  majority 
of  the  member  clubs  shall  U-  the  view  of  the  association;  provided 
however,  that  In  presenting  or  publishing  such  resolution  or  action 
the  dissenting  view  of  any  Individual  club  shall,  upon  Its  request,  be 
and.  provided  further,  that  no  member  dub  shall  lie  barred 
from  taking  such  Independent  action  as  ma>  seem  to  It  best. 

AKTICI.i:  XI— (Changes) 

These  articles  may  be  changed  at  any  annual  or  special  meeting 
of  the  association,  by  a  majority  vote  of  the  board  of  directors. 
ratified  by  a  two-thirds  vote  of  the  association:  provided  that  notice 
of  the  proposed  change  or  changes  be  given  In  writing  to  member 
clubs  thirty  (30)  days  IK  r,.  t,.  Or  such  meeting. 

The  executive  committee  was  made  up  as  follows:  W.  J.  L. 
Banham,  General  Traffic  Manager.  Otis  Elevator  Co.,  New  York, 
chairman;  George  K.  Boulineau,  G.  TV  A.  The  Atlanta  A  West 
Point  Railroad.  Atlanta.  Ga.;  George  H.  Buse.  President  Buse  ft 
Caldwell.  Pittsburgh;  S.  S.  Butler.  Freight  Traffic  Manager, 
Frisco  Railroad,  St.  Louis,  Mo.;  B.  L.  Blrkbolz,  General  Agent, 
1  Piso  ft  Southwestern  System,  Newark,  N.  J.;  Gerrlt  Fort, 
Vice  1'rexldent,  Boston  ft  Maine  Railroad,  Boston,  Mass.;  T.  T. 
Markrader,  Traffic  Manager,  American  Tobacco  Co.,  New  York; 
X.  R.  Maxwell.  General  Freight  Agent,  New  York  Central  Rail- 
road. Cleveland.  O.;  R,  B.  Robertson.  Assistant  Freight  Traffic 
Manager,  Union  Pacific  System,  Chicago,  111. 

The  committee  on  organization  was  composed  of  the  fol- 
lowing: Henry  A.  Palmer,  Editor,  Traffic  World,  chairman; 
James  E.  Neville,  Cashier,  Northwestern  National  Bank,  Min- 
neapolis, Minn.;  John  T.  Stockton,  President  Jos.  Stockton 
Transfer  Company,  Chicago.  111.;  Gerrit  Fort,  Vice  President, 
Boston  ft  Maine  Railroad,  Boston,  Mass.;  R.  B.  Robertson,  As- 
sistant Freight  Traffic  Manager,  Union  Pacific  System,  Chicago, 
III.;  S.  S.  Butler,  Freight  Traffic  Manager,  Frisco  Railroad,  St. 
Louis.  Mo.;  George  H.  Buse,  President,  Buse  ft  Caldwell,  Pitts- 
burgh. I'a.;  C.  D.  Dooley,  Traffic  Manager.  Peet  Brothers  Mfg. 
Co..  Kansas  City.  Mo.;  T.  A.  Gautt.  General  Traffic  Manager.  Corn 
Products  Refining  Co.,  New  York  City;  T.  T.  Harkrader,  Traffic 


adjournment  of  that   meeting,   and  shnll   .  ..ntinii.     in   office   until   the 
successors  are  chosen.     At   the   first    me*  ting   four   directors   shall   be 

.       -    •  •     >enrs.    four    for    two    \.ars.    and    four    for  one    yaar     -f  '-"     •"•-_  J"*''     *•    '•   "• 

successors  shall  be  chosen  as  «  expire  and  shall  aff     »Bnager.  American  Tobacco  Co.,  New  York  City. 

hsr  sjAssjfSttt  for  a  term  of  three  years. 

>ng   the   president   shall  appoint   a  nominating 
member*,    representing  the  various  section*  of  the 


Th 


committee  shall   nominal* 
(I)    vice-president*   and   directors,   havlnt 
•ion    and    geographical    location    In 
uth.r    nominations    ma 

largest   numtier  of   vote*  shall   be   declare 

by  secret  ballot,  to  be  collected  and  counted  by  two  tellers  appointed 

by   the  president. 

Vacancies   In  office  occurring  between  elections  shall   he   filled   by 
the  board  of  directors. 


•  for  president,  four 
rue  regard  for  diversity  of 
ectllic  the  candidate*  for 

om    the    floor.      The 

nd    directors    rcc-iving    the 
Til-    v..te    shall    be 


It  shall   be 
of    the    assocla 

all   member  ch 

SUbJ' 


AKTICI.K  V— (Duties  of  Officers) 

it\    of    the    president    to  presi' 


of    the 
oint    HI 

'II 
•i   b 


•.    -ill    meetings 
hen     .  .Th.  i  wise 
ts;    tr-insmlt    TO 
them   Intended   for  action 
•n   to  him  arc  proper 
il    association:    to    Initiate 
he  attention   of   th-    mem- 
It   that    the   result   of   con- 
le  person  or  body  to  whom 
lion    of    th-    \icws    of    the 
ntlon   as   to  the  consldeia- 
and    In    all    other    proper 
Influence    of    the    national 
association  toward  the  ends  for  which  It  is  formed.     In  all  hi*  action* 


ways 


existing   Mtuation*:    to 
on  any  such  subject  r 

••'    sc.     that     Jiich 
attended  by   proper 

the 


-.„ 

Officials   Elected 

Chairman  Banham  appointed  the  following  nominating  com- 
mittee to  report  Wednesday  morning:  S.  S.  Butler,  St.  Louis; 
J.  F.  Hennessy,  Houston;  John  T.  Stockton,  Chicago;  Carl  Stripp, 
Cleveland;  C.  A.  Swope,  New  York;  G.  A.  Bouleineau,  Atlanta; 
C.  D.  Dooley,  Kansas  City;  J.  J.  McCarthy,  Pittsburgh;  G.  F. 
Harlan,  Baltimore. 

At  the  Wednesday  meeting  the  nominating  committee  (S.  S. 
Hiitler.  chairman,  and  G.  A.  Boulineau,  secretary)  reported  a 
ticket.  There  being  no  other  names  placed  In  nomination,  the 
ticket  of  the  committee  was  unanimously  elected  as  follows- 

President— W.  J.  L.  Banham,  G.  T.  M..  Otis  Elevator  Com- 
pany. New  York.  N.  Y.;  chairman  Public  Affairs  Committee,  The 
Traffic  Club  of  New  York. 

First  Vice-President— S.  S.  Butler,  F.  T.  M.,  Frisco  Lines,  St. 
Louis.  Mo.;  president.  The  Traffic  Club  of  St.  Louis. 

>•  '<>nd  Vlce-I'n  iii.iii-T.  T.  Webster,  (i.  T.  M.,  G.  H.  Mead 
Company.  Dayton,  Ohio;  president.  Miami  Valley  Traffic  (Int. 

Third  Vice-President—George  S.  Harlan,  A.  G.  F.  A.,  Balti- 
more &  Ohio  Railroad,  Baltimore,  Md.;  president,  The  Tnillir 
Club  nf  Ilallimore. 
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Fourth  Vice-President— R.  H.  Schultz,  T.  M.,  S.  A.  U.,  &  G. 
Railroad,  San  Antonio,  Texas;  president,  The  San  Antonio  Traf- 
fic Club. 

Board  of  directors,  to  serve  three  years— Henry  A.  Palmer, 
editor  of  The  Traffic  World,  Chicago,  111.;  ex-director,  The 
Traffic  Club  of  Chicago.  Gerritt  Fort,  vice-president,  B.  &  M. 
Railroad,  Boston,  Mass.;  president,  The  New  England  Traffic 
Club.  R.  N.  Field,  T.  M.,  Association  of  Commerce,  Peoria,  111.; 
ex-president,  The  Peoria  Traffic  Club.  George  E.  Boulineau,  G. 
F.  A.,  Atlanta  &  West  Point  Railroad,  Atlanta,  Ga.;  president, 
The  Traffic  Club  of  Atlanta. 

To  serve  two  years— T.  T.  Harkrader,  T.  M.,  The  American 
Tobacco  Co..  New  York,  N.  Y.;  president,  The  Traffic  Club  of 
New  York.  M.  R.  Maxwell,  G.  F.  A.,  the  New  York  Central  Rail- 
road, Cleveland,  Ohio;  president,  The  Traffic  Club  of  Cleveland. 
George  M.  Barnard,  ex-public  service  commissioner,  Indianap- 
olis, Ind.;  Indianapolis  Traffic  Club.  P.  R.  Flanagan,  A.  G.  F.  A., 
Chicago  Great  Western  Railroad,  St.  Paul,  Minn.;  president,  The 
Transportation  Club  of  St.  Paul. 

To  serve  one  year — George  A.  Buse,  president,  Buse  & 
Caldwell,  Pittsburgh,  Pa.;  president,  The  Traffic  Club  of  Pitts- 
burgh. John  T.  Stockton,  president  and  manager,  Jos.  Stockton 
Transfer  Co.,  Chicago,  111.;  ex-president,  The  Traffic  Club  of 
Chicago.  C.  D.  Dooley,  T.  M.,  Peet  Brothers  Mfg.  Co.,  Kansas 
City,  Kans.;  1st  vice-president,  Kansas  City  Traffic  Club.  Wm. 
C.  Fitch,  freight  claim  agent,  Southern  Pacific  Co.,  San  Fran- 
cisco, Cal.;  president,  San  Francisco  Traffic  Club. 

The  rest  of  the  morning  was  taken  up  with  speeches  by  dele- 
gates from  different  parts  of  the  country  giving  their  ideas  as  to 
things  that  should  be  accomplished  by  the  association  and  ways 
of  accomplishing  them.  Resolutions  were  adopted  thanking  The 
Traffic  Club  of  Chicago  for  the  use  of  its  club  rooms  and  other 
courtesies  extended.  At  noon  the  association  adjourned  its  first 
annual  session,  after  many  felicitations  as  to  the  success  of  the 
meeting,  and  had  its  picture  taken  on  the  roof  of  the  Hotel 
LaSalle. 

The  association  was  entertained  at  luncheon  by  the  Thaffic 
Club  of  Chicago.  J.  A.  Brough,  president  of  the  club,  spoke  a  few 
words  in  explanation,  to  the  members  of  the  local  club,  of  what 
had  been  accomplished  at  the  national  meeting  and  then  intro- 
duced President  Banham,  of  the  national  association,-  who  spoke 
at  length  on  its  purposes  and  plan  of  organization.  There  were 
several  other  informal  speakers. 

In  the  afternoon  the  board  of  directors  of  the  national  or- 
ganization met  and  made  plans  for  the  summer,  which  consist 
chiefly  in  getting  the  clubs  of  the  country  formally  into  the  na- 
tional association.  It  was  decided  that  President  Banham  should 
act  as  chairman  of  the  board  for  that  period.  Mr.  Birkholz  was 
again  drafted  to  act  as  secretary  of  the  meeting  of  the  board. 

List  of  the   Delegates 

Following  is  the  official  roster  of  the  delegates  present  at  the 
national  meeting: 

Geo.  A.  Boulineau,  G.  F.  A.,  Atlanta  &  West  Point  R.  R.,  Atlanta, 
Ga.     President,  The  Traffic  Club  of  Atlanta. 

Geo.  H.  Kerr,  A.  F.  T.  M.,  Southern  Ry.  Co.,  Atlanta,  Ga.     Dele- 
gate,   The  Traffic   Club   of  Atlanta. 

Geo.  S.  Harlan,  A.   G.  F.  A.,  Baltimore  &  Ohio  R.  R.,   Baltimore, 
Md.    President,  The  Traffic  Club  of  Baltimore. 

N.  J.  Elliott,  Dist.  Repr.,  Pennsylvania  System,  Baltimore,  Md. 
Chairman,  Publicity  Committee,  The  Traffic  Club  o£  Baltimore. 

M.  L.  Underwood,  T.  M.,  The  Buckeye  Cereal  Company,  Massillon, 
O.  Secretary,  The  Stark  County  Traffic  Club. 

F.  S.  Swaney,  T.  M.,  Central  Steel  Company,  Massillon,  O.  The 
Star  County  Traffic  Club. 

J.  A.  Brough,  T.  M.,  Crane  Company,  Chicago,  111.  President,  The 
Traffic  Club  of  Chicago. 

John  T.  Stockton,  President  and  Manager,  Jos.  Stockton  Transfer 
Company,  Chicago,  111.  Ex-President,  The  Traffic  Club  of  Chicago. 

Henry  A.  Palmer,  editor,  The  Traffic  World,  Chicago,  111.  The 
Traffic  Club  of  Chicago. 

R.  B.  Robertson,  A.  F.  T.  M.,  Union  Pacific  System,  Chicago,  111. 
Director,  Ex-President,  The  Traffic  Club  of  Chicago. 

T.  M.  Renshaw,  Mgr.,  Trf.  Dept.,  Chamber  of  Commerce,  Cin- 
cinnati, O.  The  Traffic  Club  of  Cincinnati. 

Ed.  C.  Rentz,  T.  M.,  The  Globe  Wernicke  Co.,  Cincinnati,  O.  The 
Traffic  Club  of  Cincinnati. 

M.  R.  Maxwell,  G.  F.  A.,  New  York  Central  R.  R.,  Cleveland,  O. 
President,  The  Traffic  Club  of  Cleveland. 

C.  T.  Stripp,  T.  M.,  National  Malleable  Castings  Co.,  Cleveland, 
O.  Ex-President,  The  Traffic  Club  of  Cleveland. 

Paul  Junkin,  D.  P.  A.,  Texas  &  Pacific  Ry.,  Dallas,  Tex.  Presi- 
dent, The  Traffic  Club  of  Dallas. 

T.  T.  Webster,  G.  T.  M.,  The  G.  H.  Mead  Co.,  Dayton,  O.  Presi- 
dent, Miami  Valley  Traffic  Club. 

W.  E.  Boyer,  Dist.  Frt.  Repr.,  Pennsylvania  R.  R.,  Dayton  O 
Ex-President,  Miami  Valley  Traffic  Club. 

Frank  W.  Myers,  D.  F.  A.,  Atchison,  T'opeka  &  Santa  Fe  R.  R., 
Denver,  Colo.  President,  The  Traffic  Club  of  Denver 

H.  H.  Hamlll,  G.  A.,  Frt.  Dept.,  Grand  Trunk  Ry.,  Detroit,  Mich., 
Transportation  Club  of  Detroit. 

J.  F.  Hennessey,  Jr.,  D.  F.  A.,  Missouri,  Kansas  &  Texas  Ry., 
Houston,  Texas.  Ex-President,  The  Houston  Traffic  Club. 

Geo.  M.  Barnard,  Ex-Public  Service  Commissioner,  Indianapolis 
Ind.  Indianapolis  Traffic  Club: 

Frank  A.  Butler.  S'ecy.  &  Treas.,  C.  B.  Cones  &  Sons,  Indianapolis 
Ind.  President,  Indianapolis  Traffic  Club. 

J.  A.  MacGregor,  D.  F.  A.,  Canadian  Pacific  R.  R.,  Indianapolis 
Ind.  Governing  Board,  Indianapolis  Traffic  Club 

T.  A.  Harahan,  Com'l.  Agt.,  Lehigh  Valley  R.  R.  Co.,  New  York 
N.  Y.  The  Traffic  Club  of  Jersey  City. 

J.  D.  Yates,  A.  G.  F.  A..  Missouri  Pacific  R.  R..  Kansas  City,  Mo. 
President,  Kansas  City  Traffic  Club. 


C.  D.  Dooley,  T.  M.,  Peet  Bros.  Manufacturing  Co.,  Kansas  City, 
Kan.  First  Vice-President,  Kansas  City  Traffic  Club. 

Li.  E.  McKniglit.  T.  M.,  Memphis  Terminal  Corp.,  Memphis,  Tenn. 
Secretary,  The  Traffic  Club  of  Memphis. 

H.  W.  Stigler.  G.  A.,  F.  S.  &  W.  K.  R.:  K.  K.  O.  &  G.  Ry.:  J.  L. 
C.  &  E.  Ry.;  M.  S.  B.  &  P.  Ry.,  Memphis,  Tenn.  Director,  The  Traffic 
Club  of  Memphis. 

F.  C.  Bryan,  G.  T.  M..  Allis-Chalmers  Mfg.  Co.,  Milwaukee,  Wis. 
President,  Milwaukee  Traffic  Club. 

B.  L,.  Birkholz,  G.  A.,  El  Paso  &  Southwestern  System,  New  York, 
N.  Y.     Ex- Vice-President,  The  Traffic  Club  of  Newark. 

W.  J.  L,.  Banham,  G.  T.  M.,  Otis  Elevator  Company,  New  York, 
N.  Y.  Chairman,  Public  Affairs  Committee,  The  Traffic  Club  of  New 
York. 

T.  T.  Harkrader,  T.  M.,  The  American  Tobacco  Company,  New 
York,  N.  Y.  President,  The  Traffic  Club  of  New  York. 

C.  A.  Swope,  G.  E.  F.  A.,  Louisville  &  Nashville  R.  R.,  New  York, 
N.  Y.     Secretary,   The  Traffic  Club  of  New  York. 

J.  H.  Butler,  Manager,  Loss  &  Damage  Dept.,  American  Railway 
Express  Co.,  New  York,  N.  Y.  Editor  in  Chief,  The  Traffic  Club  of 
New  York. 

G.  I.   Sweney,   President,   S'weney  Gasoline   &   Oil  Co.,   Peoria,   111. 
President,   Transportation  Club  of  Peoria. 

R.  M.  Field,  T.  M.,  Association  of  Commerce,  Peoria,  III.  Ex- 
President,  The  Peoria  Traffic  Club. 

C.  C.  McCarthy,  G.  A.,  Missouri  Pacific  R.  R.,  Pittsburgh,  Pa. 
Chairman  of  Board  of  Governors,  The  Traffic  Club  of  Pittsburgh. 

J.  J.  Monks,  A.  G.  F.  A.,  New  York  Central  R.  R.,  Pittsburgh,  Pa. 
Ex-President,  The  Traffic  Club  of  Pittsburgh. 

J.  H.  Anderson,  Com'l.  Agt.,  Pere  Marquette  Ry.,  Pittsburgh,  Pa. 
Traffic  &  Transportation  Assn.  of  Pittsburgh. 

M.  A.  Greenwood.  Chief  Clerk,  Baltimore  &  Ohio  R.  R.,  Pittsburgh, 
Pa.  President,  Traffic  &  Transportation  Assn.  of  Pittsburgh. 

S.  S.  Butler,  F.  T.  M.,  Frisco  Lines,  St.  Louis,  Mo.  President, 
The  Traffic  Club  of  St.  Louis. 

O.  Van  Brunt.  G.  T.  M.,  Certainteed  Products  Corp.,  St.  Louis, 
Mo.,  Second  Vice-President,  The  Traffic  Club  of  St.  Louis. 

P.  R.  Flanagan,  A.  G.  F.  A.,  Chicago  Great  Western  R.  R.,  St. 
Paul.  Minn.  President,  The  Transportation  Club  of  St.  Paul. 

R.  H.  Schultz,  T.  M.,  S.  A.  U.  &  G.  R.  R.,  San  Antonio,  Texas. 
President,  San  Antonio  Traffic  Club. 

E.  C.  Kitching,  D.  F.  A.,  Santa  Fe  R.  R.,  Tulsa,  Okla.  Second 
Vice-President.  Transportation  Club  of  Tulsa. 

E.  E.    Carter,   G.    A.,   Frisco   R.   R.,   Tulsa,   Okla.     Transportation 
Club  of  Tulsa. 

F.  E.   Walling,    D.   F.   A.,   Missouri   Pacific   R.   R.,   Wichita,   Kan 
Vice-President,  Wichita  Traffic  Club. 

G.  R.   Piper,   D.   F.   A.,   Santa   Fe   Ry.,  Wichita,   Kan.     Chairman. 
Finance  Committee,  Wichita  Traffic  Club. 

W.  J.  Wisner,  Production  Mgr.,  American  Chain  Co.,  York,  Pa 
President,  York  Traffic  Club. 

J.  F.  Baird.  T.  M.,  York  Safe  &  Lock  Co.,  York,  Pa.  Secretary, 
York  Traffic  Club. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  annual  barbecue  of  the  Traffic  Club  of  Memphis  will  take 
place  at  Carrigan's  Grove,  May  27.  A  barbecue  dinner  will  he 
served  and  music  and  entertainment  provided.  The  club  is  pre- 
paring to  launch  a  drive  for  a  club  home. 


The  May  outing  and  shad  dinner  of  the  Traffic  Club  of  Phila- 
delphia was  held  at  the  Old  Mohican  Club,  May  20.  There  was 
an  extensive  program  of  sports  run  off,  and  a  large  number  of 
prizes  were  distributed. 


At  the  May  meeting  of  the  York,  Pennsylvania,  Traffic  Club, 
held  at  the  Manufacturers'  Association,  May  8,  a  debate  was  held 
on  the  following  question:  "Resolved,  that  the  railroads  of  the 
United  States  can  be  more  efficiently  and  economically  operated 
by  electricity  than  by  steam."  The  debaters  were:  Affirmative, 
K.  H.  Miller,  Western  Maryland  Railway,  and  J.  F.  Baird,  York 
Safe  &  Lock  Co.;  negative,  S.  B.  Drenning,  Pennsylvania  Rail- 
road, and  M.  W.  Ways,  Certain-Teed  Products  Corporation.  The 
judges  decided  for  the  affirmative  side. 


Charles  E.  Ogden,  department  of  public  works,  Albany,  N. 
Y.,  spoke  on  "The  Benefits  to  be  Derived  by  Shippers  Using  the 
Barge  Canal  Route,"  at  the  meeting  of  the  Traffic  Managers  Club 
of  the  Brooklyn  Chamber  of  Commerce,  held  at  the  chamber, 
May  19.  Motion  pictures  of  the  canal  were  shown. 


The  newly  organized  Hartford  Traffic  Association,  of  Hartford, 
Conn.,  and  vicinity,  will  hold  its  next  meeting  on, June  13,  at 
the  Hartford  Chamber  of  Commerce.  The  following  are  the 
officers  of  the  association:  President,  W.  F.  Price,  J.  B.  Williams 
Co.;  vice-president,  J.  W.  Connelly,  Arrow  tSlectric  Co.;  secretary 
and  treasurer,  0.  R.  Peterson,  J.  B.  Williams  Co. 

C.  S.  Bather,  commerce  counsel  for  the  Rockford,  HI.,  Cham- 
ber of  Commerce  and  chairman  of  the  traffic  committee  of  the 
Illinois  Manufacturers'  Association,  spoke  on  general  rate  con- 
ditions at  the  meeting  of  the  Decatur,  111.,  Transportation  Club, 
held  at  the  Y.  M.  C.  A.,  May  4.  C.  C.  Cameron,  general  freight 
agent  for  the  Illinois  Central,  will  speak  at  the  next  meeting, 
on  June  8. 

A  dinner  was  given  in  honor  of  J.  H.  Beek,  executive  secre- 
tary of  the  National  Industrial  Traffic  Leagus,  by  the  Traffic 
Club  of  Syracuse,  May  10.  Mr.  Beek  spoke  on  the  railroad  situa- 
tion to  a  large  attendance  of  railroad  and  industrial  traffic  men. 


The  annual   meeting  and   election   of  officers   of  the   Traffic 
Club  of   Pittsburgh   will   take   place  June   12.     C.   C.   McCarthy, 
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general  agent.  Missouri  Pacific,  has  been  selected  for  president 
by  the  nominating  committee. 

The  second  annual  outing  of  the  Miami  Valley  Traffic  Club 
will  be  held  at  the  Community  Club,  Dayton,  Ohio.  June  22.  A 
base-ball  game,  a  golf  tournament  and  a  series  of  athletic  events 
are  on  the  program.  Dinner  will  be  served. 


said  at  the  department  that  Mr.  I,;imb  intended,  when  he  took 
the  place  of  solicitor,  to  return  to  the  practice  of  law  after  a 
short  time. 


On  his  visit  to  New  York  J.  H.  Beek  was  also  the  guest  of 
the  Traffic  Council  of  the  Rochester  Chamber  of  Commerce.  He 
spoke  on  "The  Shippers'  Interest  In  the  Transportation  Prob- 
lems of  Today,"  before  a  meeting  of  the  council  at  the  chamber, 
May  9. 

The  Transportation  Club  of  Evansville.  Ind..  has  been  organ- 
ized with  a  charter  list  of  thirty  members.  The  officers  are: 
President.  J.  C.  Keller,  traffic  commissioner  of  the  Furniture 
Manufacturers'  Association;  K.  K.  Wit-land,  general  agent,  Chi- 
cago £  Eastern  Illinois  Railroad.  vi<  •  •  pr.^i.l. -ni  ;  W  H.  Orr. 

i  clerk.  Louisville  &  Nashville  Railroad,  general  freight 
office,  secretary-treasurer.  Directors.  H.  P.  Cornick.  G.  F.  A.. 
Louisville  *  Nashville  Railroad;  D.  B.  Hevron.  district  freight 
agent.  Southern  Railway;  J.  A.  Merchant,  traffic  manager.  Gra- 
ham Glass  Company;  E.  G.  Payton,  traffic  manager,  Hercules 
Corporation.  Fifty  names  have  been  added  to  the  membership 
roll  since  the  charter  list  was  closed.  The  first  formal  meeting 
will  be  a  dinner  at  the  Hotel  McCurdy,  at  6:30  p.  m.  Thursday, 
May  25. 


Personal  Notes 


W.  R.  Graham  has  been  appointed  commercial  agent  for  the 
Southern  Railway,  at  Hattlesburg.  Mis* 

C.  E.  Carson  has  been  appointed  superintendent  of  the  south- 
ern division  of  the  Chicago  Great  Western  Railroad,  with  head- 
quarters at  Des  Molnes.  Mr.  Carson  was  manager  of  the  Chi- 
cago Traffic  Club.  He  succeeds  C.  A.  Shoemaker  with  the  Great 
Western,  the  latter  having  been  (ranted  a  leave  of  absence. 

•V.  Wheeler  has  been  appointed  general  counsel  for  the 
Maine  Central  Railroad  Company,  kt  Portland,  Me. 

II.  M.  Waybrlght.  formerly  with  the  Pennsylvania  Lines, 
Pittsburgh  Coal  Producers'  Association  and  the  Warren  Oil  Co.. 
has  been  appointed  manager  of  the  traffic  bureau  of  the  Beacon 
Oil  Co..  and  the  New  England  Coal  *  Coke  Co..  at  Boston. 

M  W.  Esmark.  traveling  freight  and  passenger  agent  for  the 
Great  Lakes  Transit  Corporation,  died  May  14. 

C.  E.  Millson  has  been  appointed  traveling  freight  and 
passenger  agent  for  the  Georgia,  Florida  A  Alabama,  succeeding 
W.  P.  Hlckey.  who  resigned. 

J.  W.  Hill  has  been  appointed  assistant  general  freight  agent 
for  the  Rock  Island,  at  Detroit. 

W.  L.  Heacox.  of  Chicago,  was  reflected  president  and  secre- 
tary of  the  American  Railway  Agents'  association,  at  their  an- 
nual meeting  in  Minneapolis  this  week. 

B.  M.  Croll.  general  agent,  freight  department.  Philadelphia 
It  Reading,  has  been  placed  In  charge  of  the  new  New  York  city 
agency  of  that  road.  He  will  be  assisted  by  Ira  L.  Fish,  as 
assistant  general  agent,  freight  department. 

A.  J.  Ford,  formerly  connected  with  Morris  A  Co.,  has  been 
appointed  manager  of  the  newly  opened  offices  of  Page  A  Jones, 
steamship  agents  and   operators,  and  ship  brokers,   at   Kansas 
Mo. 

George  W.  Smith,  general  western  agent  for  the  United  States 
Lines,  died  In  Chicago  May  15. 
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G.  E.   Boulineau,   Pres.; 


G.  S.  Harlan.  Pres.; 


A.  J.  Burns, 
E.    S.    Buck- 


R. 


(The  following  list  of  tranV  clubs  will  be  published  from  time 
to  time.  Wo  ask  that  n-aders  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  th»  \  have  any  knowledge.) 

Akron  Traffic  Association.  S.  J.  Witt,  Pres.;  H.  L.  Sova- 
cool,  Secy. 

Atlanta — Traffic   Club   of  Atlanta. 
S.  W.  Wilson.  Secy.-Treas. 

Baltimore — Traffic  Club  of  Baltimore. 
C.  C.  Kailer.  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettela,  Pres.; 
Eugene  Wallace.  Secy.-Treas. 

Boston.  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  Stewart  A.  Colpitts,  Pres.;  W.  M.  Macomber, 
Secy.-Treas. 

Brooklyn — Traffic  Managers'  Club  of  Brooklyn.  P.  L.  Ger- 
hardt.  Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo — Industrial  Traffic  Club  of  the  Niagara  Frontier. 
Henry  Adema,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres.;  R.  J. 
Walsh.  S.  • 

Canton,  O.— Stark  County,  Ohio,  Traffic  Club. 
Pres.:  M.  L.  Underwood.  Secy. 

Chicago   Traffic   Club.     J.    A.    Brough,    Pres.; 
master.  Secy. 

Chicago- Midwest   Traffic   Club.     C.   W.    Hester.    Pies .; 
Crysler,  Secy. 

Cincinnati— Traffic  Club  of  the  Chamber  of  Commerce.  H.  B. 
Rubey.  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.  M.  R.  Maxwell,  Pres.;  F.  A.  Gideon, 
s. .  i 

fort  land.  N.  Y.— Industrial  Traffic  Club  of  Courtland.  H.  B. 
Darling.  Chairman;  P.  F.  McManus.  Secy. 

Dallas  Traffic  Club.  Paul  Junkin,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton.  O.— Miami  Valley  Traffic  Club.  T.  T.  Webster, 
Pres.;  M.  T.  Otto.  Secy. 

l»<atur  (III.)  Transportation  Club.  T.  C.  Burwell,  Pres.; 
8.  F.  Coay.  Secy. 

Des  Molnes  Traffic  Club.  G.  C.  Houk.  Pres.;  C.  A.  Moore. 
Secy. 

Denver  Traffic  Club.  F.  W.  Myers,  Pres.;  C.  B.  Rader,  Secy, 
and  Treas. 

Denver  Commercial  Traffic  Club.     R.  W.  Lentz.  Pres.; 
Hotchklss.  Secy.-Treas. 

Detroit    Transportation    Club.      O.   B.    Dustln.    Pres.; 

•  cy.  , 

Klmlra  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field.  Secy. 

El  Paso  Traffic  Club.  A.  L.  Barrels.  Pres.;  J.  W.  Callahan. 
Secy.-Treas. 

Erie  Traffic  Club.  J.  D.  Sterrett,  Pres.;  M.  W.  Elsmann. 
.-.-.  > 

Evanslvlle  (Ind.)  Transportation  Club.  J.  C.  Keller,  Pres.; 
W.  R.  Orr.  Secy.-Treas. 

Flint.  Mich.— Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale.  Pres.;  I,.  F.  Burckart.  Secy. 

Fort  Wayne.  Ind.— Traffic  Transportation  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  V.  W.  Da  vies,  Chairman; 
E.  C.  Miller.  Vice-chairman. 

Fort  Worth  Traffic  Club.  I.  8.  McConnell.  Pres.;  C.  F.  Ijiue. 
Secy. 

Franklin.    Pa.— Oil    City-Franklin    Traffic    Club.     T.    E.    Mc- 


C.  J. 
T.    R. 


Joseph   E.   Shefily,   former  European   manager  of  the  Ship- 
ping Board,  arrived  In  Washington  this  week  to  take  char«.  -Khlln,   Pres.;   J.   D.  Qulnn.  Secy. 


the  operation  division  of  the  Emergency  Fleet  Corporation.  He 
took  over  the  work  of  VIce-Presldent  Krey,  who  Is  In  ill  health. 
His  title  Is  acting  vice-president  In  charge  of  operations. 

Louis  F.  Klein,  manager  of  the  inland  offices  division,  traffic 
department.  Emergency  Fl- •  i  Corporation,  has  announced  that 
T  I'Hrk  Hay,  who  has  been  manager  of  the  St.  Ixiuls  office,  has 
been  transferred  to  take  chance  of  the  Shipping  Board  office  at 
Chicago.  Mr.  Klein  stated  that  announcement  of  Mr.  Hay's 
•accentor  and  the  appointment  of  a  manager  at  Cincinnati  will 
be  made  at  an  early  date. 

<ident  Love  of  the  Ementenry  Fleet  Corporation.  In 
chargfl  of  traffic,  announced  this  week  that  Allan  Mcljuie.  Jr.. 
who  has  been  the  head  of  the  far  east  and  long  voyage  trade 
division  of  the  traffic  department  In  Washington,  would  shortly 
leave  fur  England,  where  he  will  be  connected  with  Hnticiman. 
I.M..  Ixmdon.  agents  of  the  1'nlled  Slates  Unes.  V.  J.  Freeze. 
manager,  traffic  department.  Ilaltimnie.  will  succeed  Mr  M' 
l-nne  Mr  Kr*  .,,  will  \,,-  ;i!>noun<  ••'!  later. 

W    K    [-irnb.  solicitor  of  lli-     I  «•  |.  •  ••  menl   of  Coiiiiiierre.  has 

rfneil   lei  resume  th«-  pr.ictle.-  of  law   in  Chicago      Me  was  at 

one   time  chief  examiner  for   the  Commission  and  later  closely 

Identified  with  trans|x>rfalinn  a.«  a  commerce  attorney.     It   was 


Freeport,  111.— Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
I'res.:    F.  F.   I'epperdlne,  Secy. 

Grand  Rapids  Traffic  Club.    H.  E.  Wlllard,  Pres.;  W.  H.  Cow- 
din,  Secy. 

Green  Bay  (WIs.)  Traffic  Club  of  the  Green  Bay  Association 
nf  Cotiimerr-e.    K.   Hurlhul.  Pres.:   W.  J.  LaLuzerne,  Secy.-Treas. 

Hartford    Traffic    Asso.    of    Hartford    (Conn.)    and    Vicinity. 
W.   P.   Price.   Pres.;    O.    R.   Peterson.   Secretary   and   Treasurer. 

Houston    Traffic    Club.     A.    Kimbell,    Pres.;    F.    A.    Moiilton. 
Secy. 

Indianapolis.— The  Traffic  Club  of  IndianapolK    F.  A.  Butler. 
Pres.;  G.  N.  Baker.  Secy. 

Jackson    (Mich.)    Transportation   Club.     F.   T.   Rlley.   Pies.: 
.1    C    liraham.  Secy. 

Jacksonville  Traffic  Club.    James  F.  Mead.  Pres.:   F.  c.  Saw- 
>er.  Sery.-Treas. 

Jamestown.  N.  Y      Traffic  Club  of  ihe  Jamestown  Board  of 
Commerce.     ()    M.  Oilell.  I'res.:    II    W    Chapman    Secy. 

Jersey  City  Traffic  Club.     Warren  Gordon,  Pres.;  J.  J.  Cul- 
lington.   S. 

Kalamazoo  Traffic  Club.    J.  F.  Campbell.  I'res.:  C    II    Win 
low,  Secy. 
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Kansas  City  Traffic  Club.  John  I).  Yates,  Pres.;  Peter  J. 
Rose,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  H.  E.  McGiveron,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Club.  J.  M.  Ford,  Pres.;  L.  G. 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.  Fred  Borries,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Macon,  Ga.— Industrial  Traffic  Managers'  Association.  Ben 
Gilman,  Pres.;  T.  J.  Abrams,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marion  (Ohio)  Traffic  Club.  D.  R.  Biggert,  Pres.;  W.  R. 
Aukland,  Secy. 

Memphis  Traffic  Club.  B.  H.  Wallace,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.  F.  C.  Bryan,  Pres.;  A.  C.  Vecke, 
Secy,  and  Treas. 

Minneapolis  Traffic  Club.  C.  L.  Kennedy,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.   N.  G.  Campbell,  Pres.;  A.  Rennie,  Secy. 

New  England  Traffic  Club,  Boston.  Gerritt  Fort,  Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.  T.  T.  Harkrader,  Pres.;  C.  A.  Swope, 
Secy. 

New  York,  N.  Y.  Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

New  York  University  Traffic  Club.  Charles  Israel,  Pres.; 
Louis  Harber,  Secy. 

Oklahoma  City  Traffic  Club.  Harvey  Allen,  Pres.;  S.  E. 
Golderman,  Secy. 

Omaha — Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  E.  A.  Stringer,  Secy. 

Oshkosh,  Wis.,  Traffic  Club.  C.  M.  Starks.  Pres.;  R.  J. 
Hodson,  Secy.-Treas. 

Peoria  Transportation  Club.  G.  I.  Sweney,  Pres.;  O.  B. 
Eddy,  Secy.-Treas. 

Philadelphia  Traffic  Club.  E.  D.  Hilleary,  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia. 
E.  H.  Porter,  Pres.;  T.  Noel  Butler,  Secy. 

Philadelphia— Philatra  Traffic  Association.  C.  J.  McGinty, 
Pres.;  J.  J.  Coburn,  C.  J.  Rasbold,  Secretaries. 

Pittsburgh  Traffic  Club.  George  A.  Buse,  Pres.;  E.  A. 
Hynes,  Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  M.  A. 
Greenwood,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.  W.  H.  Sainsbury, 
Pres.;  F.  P.  Kensinger,  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.;  W.  O. 
Roberts,  Secy. 

Providence,  R.  I.— Traffic  Club  of  the  Providence  Chamber 
of  Commerce.  J.  J.  Duggan,  Chairman;  E.  C.  Southwick,  Secy. 

Ridgeway,  Pa.— Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Rochester,  N.  Y.— Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  A.  S.  Blanchard,  Chairman;  F.  W.  Burton,  Secy. 

St.  Louis  Traffic  Club.  S.  S.  Butler,  Pres.;  S.  E.  Wilson, 
Secy. 

St.  Paul  Transportation  Club.  P.  R.  Flanagan,  Pres.;  C.  A. 
Liggett,  Secy. 

San  Antonio  (Tex.)  Traffic  Club.  R.  H.  Schultz,  Pres.;  R.  L. 
Gohmert,  Secy.-Treas. 

San  Francisco  Transportation  Club.  W.  B.  Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 

San  Francisco. — Pacific  Traffic  Association.  M.  B.  Baker, 
Pres.;  W.  C.  Patterson,  Secy. 

Seattle  Transportation  Club.  Alpheus  Byers,  Pres.;  R.  A. 
Nichols,  Secy.-Treas. 

Sioux  City,  la. — Traffic  Managers'  Club  of  Sioux  City.  R.  A. 
Zwemer,  Pres.;  R.  R.  Wigton,  Secy. 

Springfield  (Mass.)  Traffic  Club.  S.  Robert  Hart,  Pres.; 
B.  A.  Hapgood,  Secy.-Treas. 

Spokane  Transportation  Club.  A.  S.  Cobb,  Pres.;  F.  J. 
Greene,  Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.  A.  J.  Burns,  Pres.;  M.  L. 
Underwood,  Secy. 

Syracuse  Traffic  Club.  W.  J.  O'Neil,  Pres.;  F.  M.  Varah, 
Secy. 

Toledo  Transportation  Club.  W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.  A.  C.  Hoffman,  Pres.;  E.  C. 
Stratton,  Secy. 

Troy,  N.  Y. — The  Traffic  Club,  Inc.,  of  Troy.  George  T.  Rus- 
eel,  Pres.;  G.  S.  Glass,  Secy. 

Tulsa,  Okla. — Transportation  Club  of  Tulsa.  A.  C.  Holmes, 
Pres.;  R.  C.  Hughes.  Secy. 

Utica  (N.  Y.)  Traffic  Club.  R.  E.  Fitch,  Pres.;  C.  E.  Dar- 
rigrand,  Secy,  and  Treas. 

Waco  Traffic  Club.  C.  H.  Carringer,  Pres.;  Lloyd  Bailey, 
Secy. 


Washington  Traffic  Club.  T.  J.  Stead,  Pres.;  J.  T.  M.  Du- 
vall,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.  H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita  Traffic  Club.  J.  H.  Wilcox,  Pres.;  H.  G.  Watts, 
Secy. 

Wichita  Falls  (Tex.)  Traffic  Club.  A.  A.  Spencer,  Pres.;  J. 
W.  Chatham,  Jr.,  Secy.-Treas. 

Worcester  (Mass.)  Traffic  Association.  J.  P.  Sloan,  Pres.; 
J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  J.  Wisner,  Pres.;  J.  F.  Baird, 
Secy. 

INTERLOCKING  DIRECTORATES,  ETC. 

Officers  of  the  American  Niagara  Railroad  Corporation,  Find- 
lay  Belt  Railway,  Hudson  River  Connecting  Railroad  Corpora- 
tion, and  other  roads,  were  permitted  to  retain  their  positions. 

George  Hannauer  was  authorized  to  hold  his  positions  with 
the  Calumet  Western  Railway,  Indiana  Harbor  Belt  Railroad, 
and  Joliet  &  Northern  Indiana  Railroad,  in  addition  to  positions 
previously  authorized. 

Albert  H.  Harris  was  authorized  to  hold  the  positions  of 
director  of  the  Joliet  &  Northern  Indiana  Railroad  and  Lake  Erie 
&  Pittsburgh  Railway,  in  addition  to  positions  previously  au- 
thorized. 

The  Commission  has  authorized  W.  S.  Hayden  to  hold  the 
position  of  director  of  the  West  Shore  Railroad  in  addition  to 
positions  previously  authorized. 

James  S.  Murray  was  authorized  to  hold  the  positions  of 
director  of  the  Baltimore  Belt  Railroad,  Baltimore  &  Ohio  and 
Chicago  Railroad  Company  (Ohio  &  Indiana),  and  other  roads. 

H.  R.  Lewis  was  authorized  to  hold  the  positions  of  freight 
traffic  manager  of  the  Baltimore  &  Ohio  Railroad,  Sandy  Valley 
&  Elkhorn  Railway,  Long  Fork  Railway,  and  Millers  Creek  Rail- 
road. 

Various  officers  of  the  Baltimore  &  Ohio  Railroad,  Washing- 
ton Terminal  Company,  Cleveland  Terminal  &  Valley  Railroad, 
Staten  Island  Rapid  Transit  Railway,  and  other  roads,  were  per- 
mitted to  retain  those  positions  in  addition  to  positions  previ- 
ously authorized. 

R.  N.  Begien  was  authorized  to  hold  the  position  of  general 
manager  of  the  Central  Ohio  Railroad  Company,  as  reorganized, 
in  addition  to  positions  previously  authorized. 

The  Commission  has  authorized  Samuel  Moore  to  retain  his 
positions  with  the  Kansas  City  Southern  Railway  and  the  Chi- 
cago &  Alton  Railroad. 

Leroy  W.  Baldwin  was  authorized  to  hold  the  positions  of 
director  of  the  Wisconsin  Central  Railway  and  the  Minneapolis 
&  St.  Louis  Railroad. 

The  Commission  has  authorized  James  Taher  Loree  to  hold 
the  position  of  general  manager  of  the  Wilkes-Barre  Connection 
Railroad,  in  addition  to  positions  previously  authorized. 

Albert  H.  Harris,  Theodore  W.  Reath  and  George  M.  Shriver 
were  authorized  to  hold  the  positions  as  directors  of  the  Dover 
&  Rockaway  Railway  and  the  New  York  &  Long  Branch  Rail- 
road, in  addition  to  positions  previously  authorized. 

Henry  Bruere  was  authorized  to  hold  the  position  of  director 
of  the  Mexican  National  Construction  Company  in  addition  to 
positions  previously  authorized. 

C.  C.  Collister  was  authorized  to  retain  his  positions  with 
the  New  York,  Chicago  &  St.  Louis  Railroad,  Lake  Erie  &  West- 
em  Railroad,  and  Ft.  Wayne,  Cincinnati  &  Louisville  Railroad. 


SOUTHERN  RY.  EQUIPMENT  CERTIFICATES 
The  Southern  Railway  has  been  authorized  by  the  Commis- 
sion to  assume  obligation  and  liability,  as  guarantor  and  other- 
wise, in  respect  of  $9.300,000  of  Southern  Railway  equipment 
trust  certificates  to  be  issued  by  the  Pennsylvania  Company  for 
Insurances  on  Lives  &  Granting  Annuities  of  Philadelphia,  Pa., 
under  an  equipment  trust  agreement  dated  May  15,  1922.  The 
sale  of  the  certificates,  which  bear  5%  per  cent  interest,  to 
Drexel  &  Co.  of  Philadelphia  at  97%  per  cent  of  par,  was  ap- 
proved by  the  Commission.  The  equipment  to  be  acquired  by 
the  Southern  at  a  total  cost  of  $11,737,100  follows:  40  steel 
passenger  coaches  at  $20,000  each,  $800,000;  10  steel  combined 
passenger-baggage  cars  at  $18,000  each,  $180.000;  25  steel  bag- 
gage-express cars  at  $12,500  each,  $312,500;  25  steel  mail  cars 
at  $16,500  each,  $412,500;  250  steel  underframe  caboose  cars 
at  $1,800  each.  $450,000;  6,182  steel  underframe  box  cars  at 
$1,550  each,  $9,582,100. 


SALE    OF    EQUIPMENT   TRUST    CERTIFICATES 

Director-General  Davis  has  announced  the  sale  of  $1.424,800 
of  equipment  trust  certificates,  bringing  the  total  sold  to  $253,- 
375,500.  The  sales  were  as  follows:  To  Hornblower  &  Weeks, 
New  York  City,  the  Chicago  &  Alton  Railroad  Company,  $1,049,- 
100;  and  to  Cassatt  &  Co.,  Philadelphia,  Pa.,  Chicago  Great 
Western  Railroad  Company,  $375,700. 
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DECISION  IN  RATE  INQUIRY 

The   Traffic   World   Washington  Bureau 

As  the  end  of  this  week  approached  the  impression  that  the 
Commission's  report  on  Its  rate  inquiry  would  be  promulgated 
before  President  Harding's  dinner  to  the  railroad  executives 
became  decidedly  less  distinct.  It  would  not  be  accurate,  how- 
ever, to  say  there  was  no  expectation  that  it  would  come  before 
the  dinner. 

The  amazing  part  of  the  situation  created  by  President  Hard- 
ing's  announcement  of  his  dinner  was  that  the  railroad  execu- 
tives, in  more  than  a  week  of  intense  effort,  apparently  were 
not  in  possession  of  information  as  to  why  the  President  desired 
to  confer  with  them.  They  made  efforts  to  obtain  information, 
extending  their  efforts  to  the  Commission.  They  were  keen  on 
the  question,  as  to  whether  the  Commission's  decision  was  being 
held  up.  either  by  what  the  President  had  done  or  because  he 
had  asked  the  Commission  to  delay  so  as  to  give  him  an  oppor- 
tunity to  talk  with  the  executives.  As  a  rule,  railroad  execu- 
tives, by  reason  of  long  experience  with  Washington,  are  able, 
in  less  time  than  that  to  obtain  a  fairly  accurate  idea  as  to  what 
any  official  had  in  his  mind  when  he  did  something. 

The  White  House,  seemingly,  was  guilty  of  an  inadvertence 
when  It  allowed  the  fact  to  come  out  that  a  dinner  for  the  rail- 
road executives  had  been  planned.  Such  a  thought  is  created 
by  the  fact  that  the  White  House,  since  then,  has  declined  to 
add  anything  to  the  announcement.  The  announcement  appeared 
to  be  merely  Incidental  to  a  denial  of  a  report  that  the  Commis- 
sion had  turned  the  rate  case  over  to  the  President. 

President  Harding.  It  was  said  at  the  White  House  May  16. 
could  not  divulge  the  purpose  of  the  dinner  party  with  the  rail- 
war  executives  to  be  given  next  Saturday  night,  because  he 
did  not  regard  it  as  seemly  to  say  in  advance  what  was  in  mind. 
It  was  said  that  fifteen  or  eighteen  railway  executives  had  been 
Invited  to  talk  over  the  railroad  situation. 

It  is  known  that  Secretary  Hoover  will  attend  the  dinner. 

The  early  part  of  this  week  the  thought  among  those  who 
had  not  been  depending  on  clerks  and  messengers  for  their 
impressions  as  to  the  progress  the  Commission  was  making 
with  Its  report  on  the  general  rate  Inquiry  was  that  the  report 
would  be  ready  the  latter  part  of  the  week.  The  commission- 
ers were  believed  to  be  doing  everything  possible  to  get  It  to 
the  public  before  the  conference  between  the  President  and  the 
railroad  executives  May  20.  though  some  of  the  commissioners 
had  been  reported  as  having  observe. 1  that  they  did  not  care 
what  the  public  might  think  If  they  delayed  their  report  until 
after  the  dinner  conference.  If  any  such  views  were  expressed, 
they  should  perhaps  be  taken  with  a  grain  of  salt. 

Apparently  the  trouble  last  week  and  the  early  part  of  this 

k  was  caused  by  efforts  on  the  part  of  commissioners  to 
bring  the  language  of  the  rejwrt  to  their  exact  Ilklnx.  or.  If 
not  to  their  liking,  to  their  toleration.  Some  seemed  to  be 
busy  with  the  question  of  whether  they  would  publish  their 
separate  reports  In  the  form  in  which  they  were  written,  if 
they  decided  to  publish  them  at  all.  Kverv  one  of  the  ques- 
tions tended  to  defer  the  hour  when  the  whole  thing  would  be 
sent  out  for  sen-Ice  on  the  carriers. 

It  Is  believed  that  the  commissioner*  were  fully  advised 
as  to  the  Inferences  that  probably  would  be  drawn  from  a  fail- 
ure to  make  the  report  prior  to  May  20,  and  also  the  inferences 
that  would  be  drawn  If  they  reported  before  that  day.  One 
obvious  thing  was  that  the  President  had  put  them  Into  an 
embarrassing  position  by  announcing  his  Intention  to  hold  a 
conference  on  questions  of  policy  with  which  the  Commission 
could  not  deal,  especially  in  view  of  the  fact  that,  for  weeks 
before  the  dinner  was  announced,  the  report  had  been  persistent 
that  the  Commission  had  come  to  the  conclusion  that  It  could 
not  afford  relief  at  all.  because  the  law  ordained  that  the 
rlers  should  be  allowed  5%  or  6  per  cent  return  on  the  value 
of  the  property  devoted  to  transportation  service.  But  the  com- 
missioners would  not  admit  any  embarrassment  when  any  of 
them  discussed  the  case.  The  query  as  to  what  the  report 
would  contain  was  submerged  In  the  question  of  time. 

The  delay  served  to  revive  a  report  that  the  Commission 
had  really  expected  to  be  able  to  make  Its  report  the  first  week 
or  ten  days  In  April,  as  Commissioner  Ksch  told  his  former 
colleagues  of  the  House  committee  on  Interstate  and  foreign 
They  also  served  to  emphasize  the  long  held  under- 
standing that  the  case  had  caused  sharp  divisions  among  the 
commissioners,  the  composing  of  which  so  as  to  bring  out  a 
report  Indorsed  by  at  least  six  of  them  would  be  a  Herculean 
task. 

Out  of  the  mass  of  conflicting  reports,  surmises  and  Impres- 
sions,   stood    only    one    notable    fact     that    the    commissioners 
seemed   determined   to  Ket    their  report   ready   before   April   22: 
hut   It   was  not   certain   that   they  would   be  able  to  put   six   Into 
the   frame  of  mind  of  saying,  "Let's   eo."  even   if  some  of  the 
other  five  were   not   ready   to   f.\\    Hiev   wanted   separate  reports 
•  allow  the  separate  reports   to   go  as  written, 
chairman    Mr-Chord    added    t»   the    tension    by   niakinu   two 
vfclts  to  the  White  House.   May   15.  and  then  declining  to  say 


why  he  had  gone  there  or  what  he  and  the  President  had  talked 
about.  His  first  visit  was  in  the  morning  and  the  second  in 
the  afternoon.  To  the  newspaper  men  at  the  White  House,  gen- 
erally, his  only  comment  was  that  the  President  smoked  fine 
cigarettes.  To  one  who  insisted  on  something  more  than  that 
he  said  something  which  led  the  latter  to  take  It  the  chairman 
meant  him  to  understand  that  there  was  no  connection  between 
his  visits  and  either  the  dinner  or  the  prospective  report. 

The  chairman's  declination  to  talk  was  matched  by  the 
White  House.  President  Harding  took  the  attitude  that  it  would 
not  be  proper  for  him  to  indicate,  before  the  dinner,  what  he 
desired  to  confer  about. 

This  determination  on  the  part  of  the  men  who  were  in 
position  to  give  accurate  information  as  to  what  was  thought 
and  what  was  planned  gave  unlimited  rein  to  rumor.  One  of 
the  reports  growing  out  of  the  two  visits  was  that  President 
Harding  had  really  asked  the  Commission  to  postpone  its  de- 
cision until  after  he  had  held  his  dinner  for  railroad  executives. 

An  appendix  to  that  report  of  delay,  so  to  speak,  was  that 
the  commissioners  were  divided  on  the  subject,  some  favoring 
and  some  opposed  to  compliance  with  the  supposed  request,  all 
apparently,  however,  desiring  to  avoid  a  vote  which  would  re- 
quire them  to  go  on  record. 

One  notable  thing  in  connection  with  the  report  about  the 
request  for  delay  was  that  those  who  had  felt  so  confident  that 
the  report  would  be  made  public  before  the  dinner,  were  not 
at  all  Inclined  to  say  that  progress  In  disposing  of  the  supposed 
minor  details  was  being  made. 

No  such  situation  in  connection  with  a  report  of  the  Com- 
mission had  ever  before  been  known.  The  fact  that  President 
Wilson.  In  1914,  had  allowed  It  to  be  known  that  he  wished  the 
Commission  could  see  its  way  clear  to  give  the  railroads  an 
Increase  In  rates  —  in  its  day  something  of  a  sensation  —  fell  far 
short  of  producing  the  confusion  that  followed  President  Hard- 
Ins's  announcement  of  his  purpose  to  have  railroad  executives 
In  to  dinner  for  a  conference  about  a  matter  of  policy  which 
the  Commission  could  not  handle,  and  the  Inference,  drawn 
from  that  announcement,  that  he  was  trying  to  influence  the 
Commission  to  withhold  Its  report  while  he  tried  to  persuade  the 
rail  executives  to  grant  larger  decreases  than  It  was  understood 
the  Commission  felt  it  could  order.  The  inference  that  he  desired 
to  discuss  a  change  In  the  rate-making  section,  also  drawn  from 
that  announcement,  did  not  stir  up  shippers  or  their  representa- 
tives as  much  as  the  one  that  he  was  trying  to  induce  the 
Commission  to  delay  Its  report  so  as  to  give  him  an  opportunity 
to  try.  A  conference  with  a  view  to  having  the  law  changed, 
It  was  generally  felt,  would  be  prop*r,  even  if  not  well  timed. 
The  thought  on  the  other  inference,  among  shippers  and  railroad 
men,  was  generally  the  reverse  of  that. 

After  the  fact  that  Chairman  McChord  had  made  two  visits 
to  the  White  Hoii.-e  May  15  had  increased  the  speculation  it 
developed  (hat  Commissioners  Esch  and  Cox  had  also  called 
on  the  President  that  day,  but  not  with  the  chairman. 

Nothing  as  to  the  purpose  of  Commissioner  Esch's  visit  is 
known.  Commissioner  Cox  said  he  called  there  on  that  day  in 
accordance  with  an  engagement  made  with  the  President  several 
days  before  the  President  went  to  New  Jersey,  when  he  (Mr. 
Cox)  took  a  visitor  to  the  White  House  to  introduce  him  to  the 
President.  At  that  time,  he  said,  he  told  the  President  he  had 
a  matter  to  discuss  with  him  that  would  take  four  or  five  min- 
utes and  the  President  had  invited  him  to  come  over  May  15. 
He  said  he  and  the  President  did  not  mention  either  the  impend- 
ing rate  decision  or  the  President's  dinner.  At  no  time  since 
he  had  been  in  office,  Mr.  Cox  said,  had  the  President  ever  taken 
up  with  him  any  question  before  the  Commission  nor  any  phase 
of  what  is  generally  referred  to  as  the  railroad  situation. 

ASKS  POSTPONEMENT  OF  RATE  CUTS 

Postponement  of  rate  reductions  until  after  railroad  wages 
have,  been  adjusted  by  the  Labor  Board  was  advocated  by  the 
Railway  Business  Association,  in  a  letter  to  President  Harding, 
May  13,  copies  of  which,  it  was  said,  would  be  mailed  to  the 
executives  who  are  to  confer  at  the  White  House.  May  20.  Ac- 
cording to  the  association,  the  beginning  of  a  prosperous  era 
Is  shown  by  the  Increases  in  the  loadings  of  miscellaneous  less- 
carload  freight  in  the  first  quarter  of  1922  and  by  the  increase 
in  railroad  purchases. 

The  letter  also  warns  again  use  of  political  influence  to 
destroy  the  Independence  of  the  Interstate  Commerce  Commis- 
sion and  asserts  that  the  administration  will  gain  more  pres- 
tige by  continuing  that  Independence  than  by  any  results  ob- 
tained through  Influence.  A  plea  for  the  making  of  rate  ad- 
justments by  negotiation  between  shipper  and  carrier,  rather 
than  by  formal  complaint,  was  contained  in  the  letter,  and  the 
statement  made  that  the  Labor  Board  needs  to  be  impressed 
with  the  paramount  Interest  of  the  public.  The  letter,  In  part, 
was  as  follows: 


Ttie  recovery  IK  renl.  Ix-mi-thfln-cnrloncl  merchnndliio  and 
Iniicoii*  freight,  for  nlxti'pn  week*  to  April  22.  showed,  hy  four-week 
period*.  onrloHdinit  no  follow*:  January  28.  1.R13.94S;  February  2*>. 
1.731.732:  March  25.  1.959.211;  April  22.  2.0fiZ,U'l.  The  seventeenth 


1104 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  20 


BILL    FOR    MILEAGE    BOOKS 

Representative  Reece  has  introduced  a  bill  (H.  R.  11686),  di- 
recting railroads  engaged  in  interstate  commerce  to  issue  mile- 
age books.  It  was  referred  to  the  House  committee  on  inter- 
state commerce,  which  has  before  it  the  Senate  mileage  book  bill. 


SENATE    HEARING    POSTPONED 

The  hearing  scheduled  this  week  before  the  Senate  inter- 
state commerce  committee  was  postponed  because  Senator  Cum- 
mins left  the  city  for  a  brief  rest.  L.  P.  Loree  and  Robert  S. 
Lovett  were  to  appear  as  witnesses  for  the  railroads  in  the 
Cummins  investigation. 


Hem 
No. 

1 

2 
3 
4 
5 
6 
7 
g 
I 

10 


11 

12 
13 
14 
15 
16 
17 

18 

19 

20 
21 

22 


week  ended  April  29,  In  each  of  these  t\vo  classifications,  was  the 
largest  for  the  year.  Comparing  with  corresponding  weeks  in  the 
previous  three  years  since  the  armistice,  these  1922  loadings  are  about 
seasonal,  or  a  little  better,  for  the  first  eight  weeks;  and  for  the  last 
nine  weeks,  very  much  better  than  the  average  of  1919-1921. 

These  types  of  freight  furnish  the  real  index  of  the  business  drift, 
and  it  is  significant  that  the  traffic,  whose  movement  these  increases 
record,  has  enlarged  almost  wholly  without  sharing  in  reductions  from 
the  transportation  rates  fixed  in  August,  1920. 

The  largest  factor  in  this  improvement  is  railroad  purchases. 
From  January  1  to  May  1,  the  railroads  ordered  60,920  freight  cars, 
as  compared  with  23,346  In  the  whole  of  1921.  In  the  same  period  the 
roads  ordered  960  passenger  cars,  as  compared  with  246  in  1921.  They 
ordered  347  locomotives,  as  compared  with  210  in  1921.  Purchases  of 
steel  and  lumber  have  been  In  proportion.  The  percentage  of  steel 
plant  production  started  to  go  up  when  the  railroads  began  buying. 
This  increase  brought  other  buyers  into  the  market  for  steel  and  for 
many  other  kinds  of  goods.  Railway  consumption  of  steel  is  relatively 
very  large,  greatly  exceeding  that  used,  for  example,  in  automobiles. 

Railway  purchases  having  brought  industrial  revival,  this  has  par- 
tially restored  the  payroll  and  buying  power  of  the  industrial  popula- 
tion, enabling  it  to  increase  the  consumption  of  food  and  other  com- 
modities made  from  farm  products.  Farmers  have  begun  to  buy  mis- 
cellaneous manufactured  goods.  So  the  cycle  goes  'round. 

Underlying  the  railroad  buying  and  the  business  optimism  is  the 
Improvement  In  railroad  net  income.  This,  therefore,  is  now  the 
primary  concern. 

There  must  be  rate  reductions.  But  if  a  rate  reduction  were  made 
before  the  labor  adjustment  it  would  be  temporary  and  partial  because 
everybody  would  know  it  was  to  he  followed  by  another  after  the 
leaner  Board  should  act.  Transactions  would  he  held  up  waiting  for 
stable  prices.  Such  a  reduction  would  he  blind  as  to  future  labor  cost, 
hence  the  railroads  would  be  plunged  hack  into  uncertainty  regarding 
their  net  income,  and  this  would  relax  the  vigor  of  their  purchasing. 

For  governmental  agencies  to  take  chances  with  the  factors  which 
affect  railway  net  income  at  the  present  time  would  be  to  start  a 
reaction  toward  unemployment,  Industrial  poverty  and  renewed  im- 
pairment of  the  farmers'  domestic  market.  It  is  fatuous  to  deny  the 
recovery  or  to  protest  that  prosperity  ought  not  to  have  come  back 
without  the  rate  adjustment.  It  is  foolhardy  to  depend  upon  it  that 
the  net  earnings  which  actually  did  start  the  recovery  will  continue 
or  increase  If  reductions  are  now  tried  without  waiting  for  adjust- 
ment of  labor  cost.  Recovery  is  here.  The  main  thing  is  to  keep  it 
and  broaden  it,  not  to  juggje  with  it  and  risk  losing  it. 

HOUSE  COMMITTEE  HEARING 
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Howard  Elliott,  chairman  of  the  Northern  Pacific,  appeared 
before  the  House  committee  on  interstate  and  foreign  commerce 
May  16,  to  open  the  railroad  side  of  the  case  en  the  Hoch  and 
Sweet  bills,  relating  to  repeal  of  section  15-a  and  modification 
of  section  13  of  the  interstate  commerce  act. 

Mr.  Elliott  said  as  the  result  of  his  long  experience  in  the 
railroad  business  he  had  come  to  the  conclusion  that  the  health 
of  the  country  as  a  whole  required  dealing  with  the  railroads 
from  a  national  •  standpoint,  and  not  from  the  sometimes  nar- 
row views  of  the  different  states. 

"The  federal  power  must  be  supreme  in  cases  of  doubt,"  said 
he. 

The  decision  in  the  Wisconsin  intrastate  rate  case  was 
quoted  by  the  witness,  as  also  was  the  statement  on  co-opera- 
tion issued  by  the  joint  committee  of  the  I.  C.  C.  and  the  state 
commissions. 

Before  Mr.  Elliott  was  permitted  to  begin  his  testimony  the 
committee  dwelt  for  some  time  on  the  question  of  further  post- 
ponement of  consideration  of  the  Senate  mileage  book  bill. 
Representative  Johnson  said  consideration  was  first  postponed 
with  the  idea  of  waiting  until  the  Commission  had  decided  the 
general  rate  case.  It  was  finally  decided  to  discuss  the  ques- 
tion again  before  the  hearing  on  May  17. 

The  committee  voted  May  17  to  postpone  action  on  the  bill 
for  another  period  of  two  weeks  and  then  proceeded  with  the 
hearing  on  the  Hoch  and  Sweet  bills. 

Mr.  Elliott,  continuing  his  statement,  said  a  number  of 
state  commissions  which  desired  to  co-operate  with  the  federal 
commission  had  been  held  down  by  state  laws.  The  thought  was 
expressed  by  him,  however,  that  the  commissions  which  were 
urging  a  change  in  the  law  wanted  the  increased  power  so  as 
to  be  able  to  reduce  rates. 

In  reply  to  a  question  as  to  how  the  powers  of  the  state 
commissions  had  been  curtailed  by  the  transportation  act,  Mr. 
Thorn  explained  the  situation  in  that  regard,  stating  that  where 
the  state  commission  accepted  the  general  principle  laid  down 
by  the  national  government,  it  had  retained  absolute  control  over 
the  rates  in  that  state,  subject  to  the  review  of  the  federal  com- 
mission where  it  was  alleged  that  discrimination  existed  against 
interstate  commerce.  He  referred  to  the  action  of  the  Com- 
mission in  abrogating  its  statewide  orders  in  those  states  which 
had  accepted  the  national  standard. 


MARCH  OPERATING  REVENUE 

The  Commission's  official  statistics  on  operating  revenues 
and  expenses  of  class  I  roads,  including  15  switching  and  ter- 
minal companies,  for  the  month  of  March,  1922  and  1921,  and 
the  three  months  of  1922  and  1921  ended  with  March,  by  items, 
are  as  follows: 

MONTH   OF   MARCH. 

United  States. 


of   miles   operated.. 


1922. 
235,228.61 


Item. 

Average    numbe 
Revenues: 

Freiuht  %    353.907,732 

'80.530,876 

7,737,198 

9,359,312 

14,232,616 

8,187,109 

888,484 

173,698 


Passenger 

.Mnil     

Express     

All  other  transportation. 

Incidental     

Joint  facility— Cr 

Joint   facility— Dr 


1921. 
234,830.99 

320,774,338 

t  97,312,871 

9,701,457 

6,983,840 

12,905,317 

10,908,672 

659,737 

197,906 


Railway  operating  revenues...       474,669,629          459,048,326 


Expenses: 
Maintenance  of   way  and  structures 

53,239,401 
106,133,335 

61,599,020 
107,753,561 

Traffic           

7,176,990 

7,346,469 

177,560,910 

204,799,420 

3.762,709 

4,191,282 

13,522.128 

14,913,222 

Transportation  -for  investment  —  Cr. 

467,031 

491,787 

Railway  operating  expenses... 
X>  I    revenue  from  railway  operations. 

360,928,442 

113,741,187 
24,522.666 

400,111,187 

58,937,139 
22,134,085 

133,469 

81,016 

Railway    operating    income.... 

89,085,052 
4  244  630 

36,722,038 

4,  117,  HO.-) 

1  329,014 

1,797,468 

Net  railway  operating  income. 
Ratio   of  expenses  to  revenues    (%).. 

83,511,408 
76.04 

30,807,065 
87.16 

Item 
No. 


THREE   MONTHS'  ENDING  WITH   MARCH. 

United  States. 


Item. 


1922. 

235,216.17 


2 

3 
4 
5 
6 

7 
8 
9 

10 


11 

12 
13 
14 
15 
16 
17 

18 

19 
20 
21 

22 


Average   number   of   miles    operated.. 
Revenues: 

Freight     $    925,329,037 

.  Passenger    t  237,846,211 


Mail 

Express     

All  other  transportation. 

Incidental     

Joint  facility — Cr 

Joint  facility — Dr 


22,102,126 
22,180.006 
38,314,523 
24,006,941 
2,277,199 
524,660 


1921. 
234,828.18 

$    930,293,438 

5  291,037,569 

25,838,302 

18,883,711 

38,073,984 

30,824,225 

1,972,002 

593,412 


Railway  operating  revenues...  1,271,531,383  1,336,329,819 

Expenses: 

Maintenance  of   way  and  structures  148,483.774  175,756,736 

Maintenance   of  equipment 291,672,815  339,967,214 

Traffic     21,141,967  21,736,991 

Transportation    512,259,655  633,923,834 

Miscellaneous   operations    10,965,046  12,742,551 

General     39,708,063  44,264,982 

Transportation  for  investment — Cr.  1,312,785  1,447,002 


Railway  operating  expenses. ..  1,022,918,535  1,226,945,306 

Net  revenue  from  railway  operations.  248.612,848  109,384,513 

Railway  tax   accruals 69,704,472  65,519,023 

Uncollectible   railway  revenues 305,680  227,270 


Railway    operating    income....      178,602,696 


23  Equipment    rents — Dr.    balance. . 

24  Joint  facility  rent — Dr.    balance . 

25 


13,402,222 
4,201,045 


43,638,220 

10,883.334 
5,180,479 


Net  railway  operating  income.      160,999,429 


Ratio  of  expenses   to  revenues   (%).. 


80.45 


27,574,407 
91.81 


*  Includes  $2.577,810  sleeping  and  parlor  car  surcharge. 
t  Includes  $2.873,349  sleeping  and  parlor  car  surcharge. 
t  Includes  $6,949,603  sleeping  and  parlor  car  surcharge. 
I  Includes  $7,634,864  sleeping  and  parlor  car  surcharge. 

CAPE  COD  CANAL  PURCHASE 

The  Traffic   World   Washington  Bureau 

As  the  result  of  extended  hearings  on  the  question  of  whether 
or  not  the  government  should  buy  the  Cape  Cod  Canal,  Repre- 
sentative Winslow,  chairman  of  the  House  committee  on  inter- 
state commerce,  has  introduced  a  bill  (H.  R.  11674),  providing 
for  the  purchase  of  the  property  by  the  government  by  the  pay- 
ment of  $5,500,000  and  the  assumption  of  a  bond  issue  of 
$6,000,000. 

The  bill  provides,  however,  that  the  owner  of  the  property, 
the  Boston,  Cape  Cod  &  New  York  Canal  Co.,  shall  waive  in 
writing  any  and  all  claims  of  any  nature  whatsoever  that  it  may 
have  against  the  President,  the  Director-General  of  Railroads,  or 
the  United  States,  and  that  upon  such  release  the  Director-Gen- 
eral shall  relase  the  company  from  any  claim  or  demand  against 
the  company  growing  out  of  federal  control. 

The  property  was  under  federal  control  and  a  board  of 
referees,  to  which  the  owner's  claim  for  compensation  was  re- 
ferred, held  that  there  was  no  basis  on  which  an  award  could 
be  made. 
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U.  S.  CHAMBER  OF  COMMERCE  MEETS 

Tke  Trtfic  World    Washington  Bureau 

The  Chamber  of  Commerce  of  the  United  States  at  the  clos- 
ing session  of  Its  convention  May  18  adopted  resolutions  ap- 
proving the  Hague  rules,  with  such  Interpretations  as  may  be 
deemed  necessary,  and  advocating  noninterference  with  the  trans- 
portation act  and  government  aid  for  the  merchant  marine. 

An  earnest  plea  for  indorsement  of  the  Hague  rules  for 
inclusion  in  a  uniform  ocean  bill  of  lading,  by  the  Chamber  of 
Commerce  of  the  United  States,  was  made  to  the  merchant 
marine  group  of  that  organization,  at  a  meeting  held  the  after- 
noon of  May  16,  by  Charles  S.  Haight  of  New  York,  chairman 
of  the  bill  of  lading  committee  of  the  International  Chamber 
of  Commerce.  He  said  he  was  appearing  before  the  American 
organisation  for  a  vote  of  confidence  in  what  had  been  done 
toward  uniformity  by  the  adoption  of  the  Hague  rules  because, 
he  said,  it  was  at  the  suggestion  of  the  Chamber  of  Commerce 
of  the  United  States  that  he  had  taken  up  the  work  and  pro- 
cured the  adoption  of  the  rules. 

Uniformity,  he  said,  could  only  be  brought  about  by  agree- 
ment of  the  merchants  of  the  world,  because  no  country  could 
legislate  In  such  way  as  to  extend  the  authority  of  its  laws 
beyond  Its  own  territory.  There  was  no  such  thing  as  inter- 
national trade,  he  said,  that  did  not  Involve  other  nations.  At 
least  five  parties  were  included  in  a  shipment  from  one  country 
to  another — namely,  the  shipper,  the  carrier,  the  consignee,  the 
cargo  underwriter,  and  the  discounting  banker.  Each,  he  said, 
might  be  of  a  different  nationality.  Indeed,  he  said,  there  were 
often  several  sets  of  bankers.  Therefore,  with  so  many  coun- 
tries Inextricably  involved  In  our  International  trade,  no  one 
country  could,  and  no  one  country  should,  attempt  to  dictate. 

The  present  movement,  he  said,  was  the  first  comprehensive 
cm--  to  procure  one  uniform  law  governing  ocean  carriers,  and 
the  only  one,  It  seemed  to  him.  that  could  prevent  such  a  situa- 
tion as  was  produced  when.  In  1900,  In  Knott  vs.  Botany  Mills. 
the  Supreme  Court  of  the  United  States  held  that  a  bill  of  lading 
Issued  in  South  America,  covering  a  cargo  to  be  transported 
to  the  United  States.  In  a  British  ship,  and  containing  a  provi- 
sion that  in  case  of  claim  or  dispute,  the  British  law  should 
govern,  was  governed  by  the  Harter  act.  He  said  that  that 
case  showed,  as  did  many  others,  that  no  system  of  law  govern- 
ing International  transportation  could  be  worked  out  by  one 
country  acting  alone. 

No  one,"  said  Mr.  Haight.  "  can  deny  that,  for  the  past 
thirty  or  forty  years,  the  conditions  with  reference  to  ocean  bills 
of  lading  have  been  wholly  unsatisfactory.  The  shippers,  the 
world  over,  have  been  complaining  that  the  carriers  have  un- 
fairly limited  their  liability  per  package  to  a  wholly  Inadequate 
and  unfair  figure,  ranging  from  1100  to  fr.  10;  that  the  carriers 
have  unfairly  barred  shippers  from  recovery  on  legitimate 
claims,  by  Inserting  in  their  bills  of  lading  provisions  that  every 
claim  must  be  presented  and  suit  brought  within  an  Impossibly 
short  time:  and  that  carriers  have  unfairly  Inserted  In  their 
bills  of  lading  Innumerable  exception*,  under  which  they  have 
escaped  from  the  obligation  of  paying  their  just  debts." 

Mr.  Haight  said  he  would  not  discuss  the  rules  In  detail 
because  he  assumed  bis  auditors  bad  read  and  were  fairly  fa- 
miliar with  them.  Continuing,  be  said: 

They  are,  as  you  must  have  noted,  little  more  than  a  codification 
of  the  American  law  of  our  Harter  act.  but  with  three  very  Impor- 
tant new  concessions  to  shippers.  In  those  concession*  the  com- 
plaints of  shippers  to  which  I  have  referred  have.  I  believe,  been 
fully  and  fairly  met.  (1)  The  carrier's  liability  per  package  has  been 
raised  and  definitely  fixed  at  100  sterling  (2)  The  shipper  ha*  been 
allowed  twelve  month*  within  which  to  file  his  claim  and  bring  suit. 

The  exceptions  concerning  pilferage,  rust  and  sweat,  and  many- 
other*,  have  been  *truck  out  and  under  the  rule*,  the  carrier  must 
prove  affirmatively,  where  goods  have  been  stolen  or  damaged,  that 
they  were  not  stolen  by  the  carrier's  scent*  nor  damaged  through  the 
carrier'*  negligence. 

Just   because  the   rule*  do  provide  for   a   uniform   law.   the 
over,  they  will  confer  upon  those  engaged   In   International  com 
benefits  which  cannot  easily  be  axaggermted. 

will  enable  cargo  underwriter*,  for  the  first  time  In  the 
world'*  history,  to  fix  their  premium*  with  reference  to  definitely 
known  risk*.  Today,  when  every  hill  of  lading  1*  different,  the  under- 
writer never  can  know  what  hi*  actual  risks  are  to  be.  and  he  there- 
,kr»  IH>  .fiances  and  fixes  hi*  premium  accordingly.  The  rules 
should  result  In  a  prompt  reduction  In  Insurance  rates. 

rules  will  protect  and  facilitate  banker*  In  their  loans  against 
goods  In  transit  Today,  our  bills  of  lading  are  so  long  and  so  compll- 
•hat  the  laymen  cannot  be  expected  to  know  what  they  mean. 
With  all  forms  different,  and  with  those  form*  subject  to  change 
overnight,  without  notice,  the  banker*  cannot  tell  what  Is  or  what 
Is  not  a  proper  bill  of  lading.  I'nlform  document*  will  Immensely 
assist  them  and.  'by  no  doing,  assist  trade. 

rule*  will  also,  as  already  suggested,  enable  the  steamship 
owners  to  grant  to  their  shippers  concessions  that  no  one  companv. 
acting  alone,  could  <-v<-r  grant,  because  of  the  competitive  disad- 
vantage which  would  result.  Through  the  granting  of  these  conces- 
frlctlon  and  litigation,  which  have  »wr.n  constantly  Increasing, 
should  be.  In  large  part,  ellmln  • 

.Ml  of  these  advantages  can  be  secured  and  uniform  bills  of  lading 
In  the  regular  trades  can  be  made  possible,  and  a  friendly  spirit 
between  shlpt>ers  and  carriers  and  between  the  nations  as  well,  can 
be  created.  If  the  Interested  parties  In  th<>  T'nlted  States  will  declare 
themselves,  definitely  and  emphatically.  In  favor  of  International 
cooperation  and  the  adoption  of  the  Hague  rules. 

The  Issue  of  the  co-operation  and  non-<  noneratlon  of  our  Ameri- 
can commercial  men  Is  Infinitely  bigger  tbnn  the  details  of  the  rules 
ihernsclvrs.  I  have  studied  the  criticisms  msde  by  the  various  op- 


ponents of  the  rules  and  I  must  confess  that  they  seem  to  me  wholly 
trivial.  I  do  not.  for  a  moment,  suggest  that  the  rules  cannot  be  im- 
proved. There  are,  indeed,  several  provisions  which  I  should,  myself, 
like  to  see  changed,  and  which  will,  I  believe,  be  changed  at  a  later 
conference  of  the  International  Law  Association.  But  the  rules  do, 
nevertheless,  represent  an  agreement  reached  by  the  leading  repre- 
sentatives of  all  of  the  parties  interested  and  the  vital  thing  is  that 
they  have  agreed:  and  the  obvious  thing  is  that,  as  a  whole,  the  rules 
represent  a  longer  step  forward  in  the  direction  of  systematizing 
international  transportation  than  anything  which  has  ever  been 
attempted.  Uniformity  is.  In  Itself,  of  vital  importance.  Wh£n  the 
law  In  every  country  Is  the  same,  we  can  all  adjust  ourselves  to  it. 
When  In  every  country  It  is  different,  the  situation  is  well  nigh  hope- 
less. 

Charles  E.  Herrick,  of  the  Bremen  Packing  Company,  chair- 
man of  the  traffic  committee  of  the  Institute  of  American  Meat 
Packers,  and  C.  B.  Heinemann,  vice-president  of  the  Institute  of 
American  Meat  Packers,  attacked  the  Hague  rules. 

The  speakers  said  that  foreign  shipowners  had  launched  a 
scheme  to  invalidate  the  provisions  of  the  Harter  act  and  the 
bill  of  lading  law.  They  said  that  the  foreign  steamship  own- 
ers, being  faced  with  the  probability  that  the  British  Parliament 
would  enact  a  uniform  bill  of  lading  law  similar  to  the  Ameri- 
can law  and  the  laws  on  the  statutes  of  most  of  the  British 
dominions,  devised  the  Hague  rules  as  a  means  of  sidestepping 
the  proposed  legislation. 

The  Hague  rules,  they  said,  would  not  voluntarily  bring 
about  "uniform  bills  of  lading,"  but,  on  the  contrary,  would  re- 
sult in  "uniform  chaos,"  in  the  foreign  trade  of  the  United 
States,  and  would  place  the  shippers  of  the  country  at  the  mercy 
of  steamship  lines,  particularly  foreign  lines. 

Attention  was  called  to  the  fact  that  although  the  Shipping 
Board*  had  not  given  its  approval  to  the  so-called  "rules,"  steam- 
ship interests  recently  had  a  bill  introduced  in  Congress  pro- 
viding for  their  adoption.  The  bill  is  so  drafted,  the  speakers 
asserted,  as  to  virtually  wipe  the  Harter  act  from  the  statute 
books  and  set  up  in  Its  place  the  Hague  rules,  which  they  said 
were  drafted  by  international  lawyers  and  representatives  of 
foreign  steamship  interests. 

Mr.  F.  H.  Price,  export  agent.  Miller's  National  Federation, 
spoke  In  favor  of  the  rules.  He  denied  that  there  was  any  pur- 
pose to  repeal  the  Harter  act. 

Transportation    Development    Urged 

Assigned  to  speak  about  "general  conditions  abroad,"  Fred- 
erick Delano,  former  president  of  the  Wabash  and  former  mem- 
ber of  the  Federal  Reserve  Board,  spoke  more  about  things  In 
America,  when  he  addressed  the  transportation  and  communi- 
cation general  meeting  of  the  Chamber  of  Commerce  of  the 
United  States,  at  the  morning  session  of  May  17,  at  the  tenth 
annual  gathering  of  that  organization.  It  was  more  of  an  ad- 
dress to  the  railway  man  than  to  the  users  of  transportation. 

Using  the  recently  made  declaration  of  Herbert  Quick,  a 
farmer,  that  America  Is  more  dependent  upon  railway  service 
than  any  country  in  the  world,  Mr.  Delano  said  it  would  be 
hard  to  Imagine  what  this  country  would  be  without  railroads. 
He  ventured  the  opinion  its  population  would  not  exceed  one- 
tenth  of  what  It  Is  now.  He  heartily  agreed  with  Mr.  Quick 
that  America  had  undertaken  the  greatest  experiment  In  in- 
ternal transportation  that  had  ever  been  attempted.  In  part 
he  saldr 

In  Kurope.  as  here,  railway  builders  have  chafed  under  govern- 
ment regulation.  There,  as  here,  the  complaint  hus  been  of  "red 
tape."  They  say,  as  our  men  do.  that  one  of  the  greatest  objections  to 
government  regulation  Is  not  that  decisions  are  wrong,  but  that  they 
•re  so  tardy.  Because  the  railway  Is  manufacturing  service,  which 
can  only  be  used  at  the  moment  It  Is  supplied.  It  follows  that  most 
railway  question*  must  he  settled  Immediately— and  It  does  not 
always  matter  so  much  how  a  question  I*  decided  as  that  it  should 
be  decided  one  way  or  the  other  Instanter.  A  fair  definition  of  a 
competent  railway  man  might  be  stated  as  a  man  who  could  decide 
the  questions  which  arise  from  day  to  day  promptly,  with  fairness  and 
wisdom,  and  with  a*  small  a  percentage  of  error  as  any  other  man. 

If    our    railways    are    suffering    because    derision*    are    tardy,    the 

iedy  lie*  not  In  abuse  of  these  grossly  overworked  federal  and 

e  commission*,  hut  In  co-operation  with  them  by  railway  men 

and  by  business  organization*  In  order  to  determine  a  real  solution. 

Some  experience  with  government  methods  here  and  abroad,  and 
my  observations  since  I  have  lived  In  Washington,  lead  me  to  think 
that  It  Is  not  fair  to  call  on  commission*  to  do  administrative  work. 
If  they  have  executive  and  administrative  functions  to  perform,  they 
ought  to  be  authorized  to  act  as  It  were  "in  loco  parentls."  or  as  a 
board  of  directors,  employing  an  executive  to  attend  to  those  functions 
under  their  direction  and  guidance  on  questions  of  policy.  I  may  bo 
expressing  a  novel  thought,  hut  It  Is  one  I  have  long  entertained,  that 
our  board*  and  commissions  In  Washington  would  do  better  work  If 
they  were  not  so  overloaded  with  routine  matters  and  were  more 
familiar  with  what  was  going  on  In  the  country-. 

The  Interesting  fact  about  the  development  of  transportation  In 
this  country  I*  that  the  demand  for  transportation  Increase*  at  a  rate 
very  much  more  rapid  than  that  of  the  population.  While  our  nomt- 
latlon  has  doubled  In  the  Inst  forty  years,  our  passenger  travej  has 
Increased  six  fold,  and  freight  movement  ten  fold.  In  no  country  of 
Kurope  are  the  railways  likely  to  perform  *o  Important  a  service  as 
In  America,  unless  It  be  In  Russia.  Kstlmatlng  a  population  of 
200.000.000  to  2BO.OOO.OOO  within  a  hundred  years,  we  may  predict  from 
our  present  experience  what  the  transportation  demands  will  be. 
There  Is  no  room  for  selfishness,  for  the  capital  demands  are  so  great 
that  we  cannot  waste  any  part  of  our  resources  In  competitive  dupli- 
cation of  facilities.  The  railways  must  co-operate  to  get  results, 
realizing  that  the  nubile  Is  not  Interested  In  seeing  one  railroad  com- 
panv secure  an  advantage  over  another. 

It  may  he  suggested  that  this  coming  prospective  burden  unon  the 
railways  must  be  largelv  borne  by  the  future  development  of  Internal 
waterways  on  the  one  hand  and  highways  for  motor  trucks  on  the 
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other.  That  railways  have  little  to  expect  from  such  competition 
except  in  a  temporary  way  (as  happened  with  inter-urban  electric 
roads  some  years  ago),  may  be  shown  without  digressing  far.  Internal 
waterways  have  for  a  long  time  possessed  no  economic  merit  except 
in  a  very  few  favored  localities.  They  are  usually  urged  by  special 
interests  in  order  to  reduce  freight  rates,  which  of  course  means  that 
the  many  are  taxed  for  the  benefit  of  the  few.  On  the  other  hand, 
such  natural  waterways  as  the  Great  Lakes  or  the  Hudson  River 
are  economically  of  great  value;  but  so  far  from  being  a  relief  to 
the  railways,  they  are  a  conspicuous  failure,  because  navigation  is 
closed  in  the  months  when  the  cost  of  rail  transportation  is  greatest 
and  the  relief  would  be  most  welcome.  Our  southern  rivers,  while  free 
from  ice,  are  handicapped  by  conditions  of  current  or  by  low  water 
stages.  In  brief,  it  may  be  said  that  a  means  of  transportation  which 
fails  to  take  the  peak  of  the  load  off  the  railways  is  valueless  as  an 
economic  measure;  and  inasmuch  as  water  transportation  is  never 
self-supporting,  but  an  expense  of  the  general  taxpaper  for  upkeep 
any  many  expenses  of  river  and  harbor  protection  or  improvement,  it 
cannot  he  looked  upon  as  a  valued  adjunct. 

Motor   Truck    Discussed 

The  case  of  the  motor  truck  on  the  highway  is  different.  It  is 
more  flexible  than  the  railway,  as  the  railway  is  more  flexible  than 
the  waterway.  On  the  other  hand,  even  though  it  is  an  expensive 
method,  when  all  costs  are  considered,  suitable  only  for  special  condi- 
tions, it  is  carried  on  at  present  largely  at  the  expense  of  the  gen- 
eral public,  which  maintains  the  road.  That  the  motor  truck  or 
motor  omnibus  will  ever  displace  the  vehicle  on  rails,  when  all  costs, 
hazards  and  damages  incident  to  its  use  are  taken  into  consideration, 
is  unbelievable,  nut  it  has  an  important  place  in  conjunction  with  the 
railways  for  the  gathering  and  distribution  of  freight  in  our  large 
cities. 

Warns  of  Government  Control 

However  strongly  we  may  be  prejudiced  against  government 
operation  of  railways  (government  ownership  is  a  separate  question), 
we  must  all  appreciate  that  government  operation  will  come,  and 
indeed  should  come  if.  and  when,  it  is  clear  that  government  operation 
will  yield  the  greatest  return  for  the  expenditure.  That  return  should 
be  not  in  the  form  of  a  fair  return  only  for  the  use  of  the  capital,  or 
for  a  return  only  to  the  public  as  efficient  service  or  only  to  the 
worker  as  wages,  let  us  say,  liberal  wages  (and  in  that  we  excel  the 
world),  but  it  must  be  in  all  equity  and  fairness  an  adequate  return 
to  all  concerned  in  proportion  to  their  rights. 

It  is  recognized,  or  should  be,  that  in  dealing  with  the  question  of 
transportation  such  a  thing  as  a  general  cessation  of  operation  cannot 
for  a  moment  be  tolerated.  Congress  has  taken  the  first  step  towards 
preventing  such  cessation  by  requiring  both  parties  to  submit  their 
case  to  a  board  representing  both  sides  and  the  public  as  well;  but 
it  has  not  yet'  taken  the  final  step  by  imposing  any  requirement  that 
the  men  who  enlist  in  this  service  shall  not  desert  their  posts  except 
on  proper  notice,  and  cannot  interfere  in  any  way  with  the  continuous 
operation  of  trains.  Furthermore,  in  declaring  for  the  principle  of 
collective  bargaining,  we  must  judge  from  what  is  constantly  being 
said  in  the  public  prints,  that  the  public  does  not  realize  that  the 
so-called  "open  shop"  so  often  talked  of,  represents  a  temporary  con- 
dition which  in  practice  does  not,  and  cannot,  continue;  and  there- 
fore its  discussion  is  largely  academic.  My  experience  and  observa- 
tion, running  over  a  period  of  many  years,  satisfies  me  that  until 
labor  unions  change  their  attitude  very  much,  such  a  thing  as  an 
"open  shop"  is  an  iridescent  dream:  it  must  he  either  a  non-union 
shop,  or  if  it  is  a  union  shop,  it  must  be  closed  against  non-union  men. 

Lasker   Addresses    Chamber, 

A.  D.  Lasker,  chairman  of  the  Shipping  Board,  in  an  ad- 
dress May  18,  before  the  general  session  of  the  Chamber  of  Com- 
merce of  the  United  States,  after  reviewing  the  need  for  an 
Amrican  merchant  marine,  declared  that  "American  shipping 
is  being  killed  in  the  horning."  He  said  in  part: 

The  Shipping  Board  is  operating  under  a  law  which  contem- 
plated that  the  government  would  operate  the  ships  until  trade 
routes  were  established  and  private  ownership  would  take  it  over. 
But  the  very  carrying  out  of  the  law  defeats  its  own  purpose. 
Private  owners  wither  and  die  under  the  competition  of  government 
operation  of  ships;  and  even  were  the  government  able  to  success- 
fully establish  these  routes,  there  would  be,  by  and  large,  few  suc- 
cessful operators  who  could  take  them  over,  because  they  would  have 
been  killed  under  the  blighting  competition  of  the  unending  funds 
the  treasury  belches  forth  to  back  the  enterprise.  "Who  of  you  gen- 
tlemen of  the  United  States  Chamber  of  Commerce  could  success- 
fully run  your  business  against  unlimited  government  competition, 
paid  for  out  of  taxation  on  our  entire  people?  If  we  are  to  have 
government  operation  we  must  go  one  step  further  and  have  a.  gov- 
ernment monopoly. 

My  experience  as  chairman  of  the  Shipping  Board  has  taught 
me  as  I  never  realized  before,  that  government  ownership  and  opera- 
tion of  ships  is  as  poison  ivy  in  the  garden  of  industry.  Neither  are 
we  winning  through  government  operation  of  ships  the  very 
potential  customers  that  the  law  provides  we  should  try  to  build  up, 
but  the  operation  of  the  ships  themselves  is  overly  expensive  because 
private  initiative  and  inspiration  are  lacking. 

Do  not  understand  from  this  that  I  do  not  beseech  each  of 
you,  in  your  own  interest,  to  give  every  preference  to  Shipping 
Board  ships.  No  matter  what  the  operations  may  have  been  in  the 
past,  I  stand  here  to  affirm  and  declare — yes,  and  to  boast — that  the 
Shipping  Board  today  is  sailing  its  ships  as  promptly  as  any  ships 
in  the  world:  that  the  Shipping  Board  today  is  making  settlements 
with  shippers  as  promptly  as  any  shipping  concern  in  the  world: 
that  the  Shipping  Board's  operations  today,  under  the  present  Snip- 
ping Board,  is  comparable  to  the  best  operations  of  any  shipping 
concern  in  the  world.  And  you  are  standing  in  your  own  light  if 
you  don't  throw  your  cargoes  to  your  own  ships.  True,  your  treas- 
ury is  losing  money  in  the  operation  of  these  ships,  but  it  will  lose 
more  money  if  you  don't  patronize  them.  But  it  is  further  true  that 
nowhere  else  will  you  get  a  better  operation  than  you  get  on  these 
ships,  and  every  one  of  these  ships  flying  your  flag  is  insuring  day 
by  day  the  establishment  of  lines  that  will  be  continuous,  either 
under  the  government  or  private  ownership,  which  in  turn  insures 
open  markets  of  the  world  to  you  and  for  your  wares,  so  that  at  no 
time  will  you  be  throttled  through  the  very  proper  selfishness  of 
competing  countries. 

The  shipping  problem  is  a  problem  that  cries  for  the  attention  of 
the  I'nited  States  Chamber  of  Commerce  in  as  major  a  way  as  any 
question  that  will  come  before  you.  Let  not  the  major  thoughts 
you  give  in  this  convention  be  directed  to  the  industrial  operations 
of  our  country  in  the  homeland.  The  face  of  the  earth  is  three- 
quarters  water,  and  the  powerful  nations  of  the  world  have  ever 
been  those  who  have  studied  their  place  on  the  three-quarters  of 
the  earth's  surface  that  is  water. 


The  President  has  appeared  before  Congress  with  a  program  of 
legislation  that  undertakes  to  overcome  the  difficulties  under  whicli 
private  operation  of  ships  in  America  suffer.  True,  the  legislative 
relief  proposed  consists  of  artificial  means  to  meet  the  situation; 
but  it  is  only  through  the  temporary  use  of  artificial  means  that  the 
situation  can  be  permanently  saved,  and  this  administration  declares 
its  belief  that  the  adoption  of  the  program  which  it  proposes  will 
save  the  situation  and  make  America  potent  in  its  own  right  on 
the  seas. 

The  joint  committee  of  the  Senate  and  House  which  has  just 
finished  several  weeks  of  hearings  as  to  the  proposals  suggested  by 
President  Harding  and  will,  within  the  next  two  weeks,  have  drafted 
their  final  bill  for  submission  to  the  Congress  that  will  include  the 
suggestions  of  the  government  together  with  such  amendments  and 
omissions  as  the  committee  may  deem  wise  to  make. 

In  this  Congress  there  will  be  decided  whether  or  no  America's 
war  needs  and  America's  peace  needs  will  be  met  through  American 
potence  on  the  sea.  This  Congress  will  decide  whether  or  no  there 
shall  be  a  liquidation  of  the  vast  fleet  the  government  holds;  or 
whether  government  operation.'  with  all  its  incompetence,  shall  con- 
tinue. No  more  crying  question  is  before  the  American  people.  It 
demands  immediate  solution:  and  in  the  bill  before  Congress  Presi- 
dent Harding  and  those  under  him  feel  they  are  offering  the  country 
a  solution. 

It  is  possible  that,  looking  back  in  retrospect  flfty  years  from 
now,  the  greatest  economic  achievement  that  will  stand  out  in 
connection  with  our  era  is  the  decision  that  is  now  made  as  to  our 
merchant  marine  problem.  It  is  up  to  you  and  up  to  the  other 
citizens  of  America  to  say  whether  we  live  or  die  for  coming  gen- 
erations on  the  sea;  whether  or  no  your  children  shall  have  the  rich 
heritage  of  opportunity  that  was  yours.  For,  uniquely,  the  situa- 
tion is  such  that  if  we  do  not  do  that  which  is  necessary  to  insure 
the  operation  of  our  fleet  in  private  hands,  America  will  vanish  from 
the  seas,  and  the  place  set  for  us  in  the  stage  of  commerce  will 
be  denied  us. 

Farmer   and    Merchant   Marine 

Speaking  on  the  merchant  marine  from  the  viewpoint  of 
the  farmer,  Harvey  J.  Sconce,  of  Sidell,  111.,  said  the  farmer 
could  not  see  very  much  benefit  from  the  subsidy  plan  if  rail 
rates  were  not  lowered  or  the  St.  Lawrence  waterway  con- 
structed. 

"Until  this  is  done  and  the  middle  west  farmer  is  placed  on 
a  parity  with  the  manufacturer  of  coast  states,  he  is  not  in  favor 
of  being  taxed  to  maintain  an  industry  that  should  stand  on  its 
own  foundation,"  said  he. 

"The  government  should   rlisnngp  nf  tho 
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proves  the  plan  to  construct  the  deep  waterway  to  the  Great 
Lakes,  therefore  putting  all  sections  of  the  country  on  a  parity 
relative  to  ocean  shipments,  then  for  the  welfare  of  all  con- 
cerned, it  would  seem  advisable  to  enter  into  some  plan  where 
individuals  and  industries  would  be  taxed  and  receive  benefits 
alike." 

Mr.  Sconce  said  with  the  "excessive  rail  rates  of  the  present," 
a  ship  subsidy  would  mean  more  to  the  industrial  sections  and  i 
the  seacoast  than  to  the  interior.  He  made  the  statement  that 
the  railroads  "are  enjoying  government  aid  at  present  that  is  I 
equivalent   to   a   subsidy." 

"From  the  producers'  standpoint  there  is  rather  an  alarm- 
ing situation  being  presented  to  the  shippers  of  the  nation  that 
many  of  us  consider  detrimental  to  many  of  our  industries,  and 
that  is  the  linking  of  some  of  the  big  railroad  interests  with 
certain  large  ocean  shipping  interests,  as  a  combination  of  rail 
and  ocean  shipping,"  said  he.  "This  would  be  disastrous  to 
American  farming  and  interior  manufacturing  interests. 

"With  the  emergency  fleet  in  operation  competition  would 
be  restored  to  such  an  extent  that  the  freight  on  American 
products  would  be  greatly  reduced  to  the  consumer  in  foreign 
countries,  and  this  would  be  reflected  to  the  producer  in  this 
country  in  such  a  way  that  would  return  a  profit  above  the 
cost  of  production,  a  thing  we  are  not  enjoying  at  present  time. 

"We  realize  that  we  are  agriculturally  an  exporting  nation 
and  know  of  the  direct  advantage  of  a  merchant  marine  to  our 
industry,  but  if  we  have  a  barrier  of  prohibitive  rail  freight 
rates  between  our  farms  and  the  sea,  the  merchant  marine  is 
not  of  very  great  benefit  to  us." 

At  the  railroad  group  meeting  of  the  Chamber  of  Commerce 
Howard  Elliott,  chairman  of  the  Northern  Pacific,  and  Dr.  Julius 
H.  Parmelee,  director  of  the  Bureau  of  Railway  Economics,  dis- 
cussed the  railroad  situation  as  developed  under  the  transpor- 
tation act.  Mr.  Elliott  referred  to  the  conditions  confronting 
the  railroads  and  discussed  the  situation  in  a  general  way. 

Mr.  Parmelee  reviewed  the  situation  from  the  close  of  federal 
control. 

"What  the  financial  situation  may  be  during  the  next  few 
months  under  the  gradually  tightening  effect  of  the  coal  strike 
on  industry,  and  under  modified  levels  of  transportation  rates 
and  railway  wages  which  may  within  the  next  few  weeks,  days, 
or  even  hours  be  put  into  effect  by  the  Interstate  Commerce 
Commission  and  the  Railroad  Labor  Board,  respectively,  it  is 
difficult  to  foresee,"  said  he,  "but  an  industry  that  even  under 
government  guaranty  earns  less  than  4  per  cent,  and  during 
a  period  of  more  than  a  year  and  a  half  at  the  highest  level  of 
rates  ever  experienced  earns  only  3%  per  cent  per  year,  can- 
not look  for  great  improvement  unless  reductions  in  expenses 
can  be  brought  about  commensurate  with  reductions  in  revenue 
through  rate  cuts." 

The  modifications  of  working  rules  and  regulations  made  by 
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the  Railroad  Labor  Board,  he  said,  represented  a  net  reduction 
In  wages  of  less  than  1  per  cent.  He  then  said: 

The  Railroad  Labor  Board  Is  (till  in  the  stage  of  finding  itself. 
as  It  were,  and  ascertaining  what  are  its  functions  and  powers 
under  the  transportation  act.  This  process  must  be  undergone  by 
any  new  governmental  body,  and  the  Interstate  Commerce  Com- 
mission went  through  It  during  the  early  years  of  its  history.  One 
ruling  of  the  Labor  Board,  relating  to  the  method  employed  by  a 
large  railway  system  In  the  election  of  labor  representatives,  has 
already  )>•  irned  by  a  federal  court,  and  will  doubtless  go 

to  BnprOM  Court  for  final  determination.  Another  ruling  by  the 
board  with  respect  to  contract  work  by  outside  companies  may  also 
be  tested  In  the  courts.  Other  matters  wilt  undoubtedly  be  sub- 
jected to  Judicial  review,  before  the  powers  of  the  Labor  Board  may 
yarded  as  fully  deflr 

It  will  »••  from  this  brief  summary  that  our  experience 

with  the  transportation  act  of  1920  has  not  yet  been  sufficiently  >-x- 
tensiv.-  in  offer  a  <-oru  lu.-ive  test  of  the  effectiveness  or  the  wisdom 
of  Its  several  provisions. 

McAuliffe    Discusses    Coal 

Eugene  McAuliffe,  president  of  the  Union  Colliery  Company, 
of  St.  Louis,  in  an  address  before  the  natural  resources  produc- 
tion group  of  the  Chamber  of  Commerce  meeting  on  the  coal 
strike  and  how  to  prevent  a  recurrence,  said,  among  other  things, 
that  what  was  needed  was  the  enactment  of  legislation  that  would 
insure  a  full  finding  of  facts  concerning  the  industry  and  that 
from  the  evidence  so  obtained  the  Secretary  of  Commerce  should 
keep  the  Interstate  Commerce  Commission  informed  as  to  the 
ability  of  the  then  existing  mine  development  to  serve  the  full 
coal  needs  of  the  nation,  together  with  that  required  for  export 
and  bunkerage. 

He  said  further  that  the  transportation  act  should  be  so 
amended  as  to  require  every  railroad  desirous  of  rendering  trans- 
portation service  to  a  coal  mine  to  secure  from  the  Interstate 
Cnmmerce  Commission  a  certificate  of  convenience  and  necessity 
before  entering  or  serving  the  mine. 

He  also  advocated  inauguration  through  the  Department  of 
Commerce  of  a  campaign  of  education  and  encouragement  of  the 
public  toward  the  elimination  of  seasonal  demand  for  coal,  in- 
cluding a  reduction  In  coal  freight  rate*  during  the  storage 
season. 

After  setting  forth  that  there  are  four  elements  which  enter 
Into  the  production  of  coal,  namely,  capital,  labor,  transportation 
and  the  consumer,  Mr.  McAuliffe  said: 

"The  earnest,  active  co-operation  of  the  four  parties  to  this 
situation  will  effect  a  saving  In  the  form  of  reduced  coal  and 
transportation  costs  equal  to  one-half  billion  dollars  annually,  and 
In  addition  thereto  thousands  of  acrea  of  valuable  coal  land  now 
being  destroyed  annually  will  be  saved  to  the  nation." 


$674.222.331.00  In  excess  of  similar  expenditures  made  by  the 
carriers  during  the  test  period,  and,  in  concluding  tiniil  settlements 
with  the  individual  carriers,  the  Railroad  Administration  is 
making  just  allowance  for  undermaintenance  when  the  facts 
presented  justify  same.  When  the  final  settlements  are  concluded 
the  government  will  have  expended  more  than  twice  as  much  on 
account  of  maintenance  of  way  and  structures  during  federal 
control  as  the  carriers  expended  during  the  test  period. 

Motive   Power 

The  total  number  of  locomotives  in  service,  December  31. 
1917.  was  61.890.  On  February  29.  1920.  at  the  end  of  federal 
control,  the  number  of  locomotives  in  service  was  64,983,  or  an 
Increase  of  3,093  units.  The  total  number  of  locomotives  added 
to  the  equipment  during  federal  control  was  4,226. 

From  the  best  available  information,  during  the  26  months 
of  the  test  period  the  carriers  expended  in  the  maintenance  of 
motive  power  J422.244.1C8.00.  During  the  period  of  federal  con- 
trol the  government  expended  for  the  same  purpose  J99ii.877.227.00. 
or  an  excess  expenditure  during  federal  control  over  the  same 
time  of  the  test  period  of  $574.633.119.00.  the  expenditure  by  the 
Hovernment  in  the  maintenance  of  motive  power  being  largely 
in  excess  of  twice  the  amount  expended  during  private  operation. 

The  total  number  of  locomotives  out  of  service,  for  repairs 
requiring  mure  than  24  hours,  on  January  4,  1918,  was  18.5  per 
cent.  On  February  28.  1820,  at  the  end  of  federal  control,  the  total 
percentage  of  locomotives  requiring  the  same  character  of  repairs 
was  only  17.8  per  cent. 

These  records  Indicate  a  greater  number  of  units  and  a  higher 
state  of  efficiency  at  the  end  than  at  the  commencement  of  federal 
control. 

Freight  Cars 

There  is  much  greater  difficulty  In  comparing  the  condition 
of  the  freight  car  equipment,  as  between  the  commencement  and 
the  enil  nf  federal  control,  largely  because  of  the  fact  that  In  the 

"lldallon.  from  an  operating  standpoint,  of  all  the  transporta- 
tion line.«.  the  freight  cars  were  pooled  and  a  large  percentage  of 
the  fnright  equipment  was  on  foreign  lines  continuously  during 
the  period  of  federal  control. 

No  criticism  should  attach  to  this  plan  of  pooling  freight 
equipment.  It  was  one  of  the  necessary  results  arising  out  of  the 
exigencies  of  war  conditions,  and  was  Inaugurated  by  the  railroad 
war  board  prior  to  the  beginning  of  federal  control.  As  a  matter 
of  fact,  there  was  only  about  44  per  cent  of  the  cars  on  home 
linex  on  January  1,  1918,  and  the  chairman  of  the  railroad  war 
board  reported,  on  December  22.  1917.  that,  in  the  war  board's 
efforts  at  efficiency,  freight  cars  were  made  to  "circulate  as  freely 
over  the  lrut.il  States  as  bank  notes."  This  action  was  altogether 
•  oinmendable  and  Is  evidence  of  a  great  desire  on  the  part  of  the 
carrier*,  while  under  private  operation,  to  meet  the  rising  and 
Increased  responsibilities  growing  out  of  a  state  of  war. 

The  total  number  of  freight  cars  on  line.  January  1,  1918. 
amounted  to  2.374.566.  The  total  number  of  freight  cars  on  line, 
r.  hruary  ZS,  1920.  amounted  to  2.486.507.  This  shows  an  Increase 
In  the  number  of  freight  cars,  as  between  the  beginning  and  end 
<>f  federal  control,  of  111,941  cars.  As  a  matter  of  fact,  there  w  i  • 


DAVIS  TELLS  OF  FEDERAL  CONTROL 

Speaking  before  the  Western  Railway  Club  of  Chicago,  on  the 
evening  of  May  15.  on  the  subject.  "The  Aftermath  of  Federal 
>tor  General  James  C.  Davis,  of  the  Railroad  AO- 
mlnlstratlon,  advanced  the  thought  that  while  the  railroads  suf- 
fered, a*  a  result  of  war  conditions,  to  a  greater  extent  than 
any  other  one  class  of  commercial  property  In  the  country,  he 
did  not  believe  that  the  damage  was  the  result  of  neglect  fairly 
well  to  maintain  the  property  during  the  period  of  federal 
control. 

Mr.  Davis  said  that,  up  to  May  1,  claims  had  been  filed  by 
the  carriers  on  final  settlement  aggregating  $1,011,251,598.42, 
and  that  these  claims  represented  about  95.5  per  cent  of  tli- 
mileage  under  federal  control,  exclusive  of  the  short  lines.  Up 
to  the  same  date,  claims  aggregating  $519.798.985.18  bad  been 
settled,  these  claims  representing  61.22  per  cent  of  the  aggre- 
gate amount  of  mileage  under  federal  control.  The  cash  paid 
nut  by  the  government  In  making  these  settlements  totals  $146.- 
127.692.55.  Mr.  Davis  said. 

"If  future  adjustments  proceed  upon  the  same  lines  as  those 
that  have  heretofore  been  made,  the  final  settlement*  should  be 
practically  concluded  by  about  July  1,  1923,"  said  he. 

Mr.  Davis  said  If  payments  on  account  had  not  been  made, 
the  aggregate  claims  of  the  carriers  that  have  been  adjusted 
would  total  more  than  $1.800,000,000,  pointing  out  that  the  one 
Item  of  annual  compensation  for  the  use  of  the  property  was 
In  excesn  of  $900.000,000. 

The  difference  between  the  government  and  the  carriers  on 
the  question  of  maintenance  during  the  period  of  federal  con- 
trol were  discussed  by  the  speaker.  In  support  of  his  conten- 
tion that  the  properties  were  as  well  maintained,  physically, 
rlurlng  federal  control  as  they  were  und«T  private  operation,  "so 
far  as  wan  humanly  possible  under  the  abnormal  conditions  of  a 
great  war."  he  submitted  the  following  analysis  of  the  mainte- 
nance record  of  the  railroad  properties  during  federal  control: 

Maintenance  of  Way 

There  was   Home  232,«!M   miles  of  elanx   1 
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One  hundred  men  idle— wait- 
ing for  a  delayed  delivery. 
Multiply  their  wages  by  their 
waiting  time  and  add  it  to 
the  cost  of  a  doubtful  truck. 
Then  you  will  realize  what  a 
bargain  the  faithful,  depend- 
able Fierce-Arrow  is. 


Pierce 'Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  $3200      3 1-ton  $4350     5-ton  $4850    fully  equipped 
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built    and    put    in    service   during    the    period    of    Federal    control 
lf.9,076  freight  cars. 

During  trte  26  months  of  the  test  period  corresponding  to  the 
''6  months  of  federal  control,  *>e  total  expenditure  by  the  carriers 
for  freight  car  maintenance  was  $391,327,170.00,  or  an  average  of 
$79  38  per  car  per  annum.  The  total  expenditure  for  freight  car 
maintenance  by  the  government  during  the  period  of  federal  con- 
trol was  $907.227,045.00,  or  an  average  of  $178.40  per  car  per 


he  records  Indicate  that  at  the  commencement  of  Federal 
control  the  percentage  of  bad  order  cars  was  5.3,  amounting  to 
some  126,650  cars.  At  the  end  of  Federal  control  the  same  records 
indicate  5  7  per  cent  of  bad  order  cars,  amounting  to  143,425. 

I  am  not  unmindful  of  the  marked  difference  in  the  price  or 
cost  of  labor  and  materials  as  between  the  test  period  and  the 
period  of  federal  control.  I  am  fully  aware  of  the  difficulty  during 
the  time  of  Federal  control  to  at  all  times  procure  efficient  labor 
and  proper  material.  I  also  appreciate  the  insistent  demands  for 
the  transportation  of  men  and  war  materials,  entailing  in  many 
instances  unusual  requirements  from  freight  equipment,  but  I  do 
submit  that  the  expenditure  by  the  government  of  these  vast  sums 
of  money  shows  a  conscientious,  good  faith  effort  to  maintain  and 
keep  the  carriers'  property  up  to  the  same  standards  of  efficiency 
as  when  the  property  was  taken  over. 

Diagnosing   the    Present   Trouble 

It  requires  no  profound  knowledge  of  railroad  finances  to 
diagnose  the  present  trouble.  From  1917,  the  last  year  of  private 
control,  to  1921.  the  first  full  year  of  private  operation  after 
federal  control,  the  operating  expenses  increased  $1,739,267,031.00. 
The  operating  expenses  for  1921  were  in  excess  of  the  gross 
revenues  of  1917  by  $547,015.662.00,  and  the  revenue  ton  miles  for 
1921  show  a  reduction  from  the  revenue  ton  miles  of  1917  of 
87,710.068,493. 

No  business  can  remain  solvent  where  the  volume  of  business 
is  decreasing  and  the  operating  expenses  increasing  at  a  much 
greater  ratio  than  operating  revenues. 

The  serious  injury  to  the  railroad  properties  as  the  result  of 
federal  contiol  is  found  in  the  fact  that  when  returned  to  their 
owners  the  properties  were  being  operated  at  a  deficit,  this  as  a 
result  of  a  policy  that  at  least  a  part  of  the  increased  cost  of 
transportation  should  b,e  borne  by  the  general  public  as  a  war 
expense. 

I  am  not  criticising  the  adoption  of  that  policy,  I  am  only 
suggesting  its  present  effect  upon  the  economic  condition  of  the 
railroads. 

If  the  eonditions  following  federal  control  resulted  in  eco- 
nomic injury  to  the  railroad  transportation  properties  as  a  whole, 
they  are  damages  which  existing  laws  contain  no  provisions  for 
adjusting:  they  are  the  direct  result  of  the  war,  for  which 
there  would  seem  to  be  no  way  that  money  damages  can  be 
demanded  or  paid,  being  largely  remote,  contingent,  and  specu- 
lative; but  they  do  represent  conditions  which  the  public  and  the 
law  making  bodies  should  consider  in  their  present  and  future 
treatment  of  this  great  business,  next  to  agriculture  the  most 
important  in  this  land. 

Says  No  More  Laws  Needed 

What  the  railroad  interests  need  at  this  time  is  a  period  of 
legislative  repose,  a  fair  opportunity  to  work  out  under  normal 
cenditions  permanent  plans  for  rehabilitation,  a  definite  time  to 
make  necessary  improvements,  and  a  reasonable  opportunity, 
under  fairly  normal  surroundings,  to  determine  the  merits  of  thej 
transportation  act,  e«>ecially  by  giving  the  interstate  Commerce 
Commission  an  opportunity  to  exercise  its  new  authority  in  the 
matter  of  rates,  and  the  Railroad  Labor  Board  a  chance  to  exercise 
its  new  authority  in  the  adjustment  of  wages. 

The  carriers  of  the  United  States,  if  given  a  fair  chance  under 
normal  conditions,  should  be  able  to  give  efficient  and  adequate 
service,  at  reasonable  rates,  lower  than  those  that  are  to  be  found 
in  any  other  country  in  the  world.  The  people  must  remember 
that  there  is  no  legislative  panacea  for  a  situation  like  the  present. 
You  cannot  make  bricks  without  straw.  The  destroying  and  far 
reaching  effects  of  the  greatest  calamity  in  the  history  of  civili- 
zation 'cannot  be  restored  over  night.  The  painful  struggle  back 
to  anything  like  normal  times  calls  for  patience,  patriotism,  and 
forbearance,  the  exercise  of  conservative  judgment,  and  an  abiding 
courage. 

Private  ownership  and  operation  of  railroads  is  now  on  trial. 
The  result  of  public  ownership  of  railroads  is  a  condition  that 
most  conservative  minds  are  reluctant  to  contemplate.  If  that 
undesirable  situation  is  to  be  avoided,  much  patience  and  much 
patriotism  must  be  exercised.  Personally,  I  believe  that  with  the 
return  to  normal  conditions  most  of  the  railroad  difficulties  will 
be  solved. 

There  is  one  service  that  the  transportation  companies  ren- 
dered in  the  winning  of  the  war  which  should  not  be  forgotten. 
At  the  time  when  the  civilization  of  the  world  seemed  hanging 
in  the  balance,  the  men  operating  the  transportation  system  of 
America,  witti  a  wonderful  and  generous  patriotism,  responded  to 
every  call  in  that  great  movement  of  men,  food,  and  materials 
necessary  to  keep  the  armies  of  the  Allies  carrying  on.  America 
was,  at  the  end  of  the  conflict,  the  great  and  controlling  factor. 
It  was  the  railroad  transportation  system  of  this  country  that 
enabled  the  n-ation  to  respond  so  effectively.  In  helping  that 
system  back  J:o  a  condition  of  commercial  solvency,  some  generous 
and  considerate  remembrance  should  be  had  of  this  great  achieve- 
ment. 


FOREIGN    TRADE    CONVENTION     RESOLUTIONS 

Among  the  resolutions  adopted  by  the  National  Foreign 
Trade  Convention,  at  the  closing  session  in  Philadelphia,  May 
12,  was  one  urging  that  all  restrictions  and  inhibitions  by  the 
government  be  removed,  from  operators  of  American  vessels, 
particularly  with  respect  to  rates,  rcmtes  and  service. 


TACOMA  TERMINAL  RATES 

The    Traffic    World    Washington  Bureau 

At  the  request  of  W.  J.  Love,  vice-president  of  the  Emer- 
gency Fleet  Corporation  in  charge  of  traffic,  the  division  of 
regulation  of  the  Shipping  Board  has  taken  a  hand  in  the  con- 
troversy between  the  Intercoastal  Conference  and  the  port  of 
Tacoma,  Wash.,  resulting  from  the  decision  of  the  conference  to 
eliminate  Tacoma  as  a  basic  or  terminal  port.  Immediately  on 
receipt  of  the  action  taken  by  the  conference,  Tacoma  began  a 
fight  for  reinstatement,  enlisting  Representative  Albert  Johnson, 
of  Washington,  who  went  to  New  York  and  appealed  to  the 
conference  to  reinstate  Tacoma.  The  conference  also  dropped 
as  terminal  ports  San  Diego,  Astoria,  Vancouver  and  Victoria. 

The  effect  of  the  action  taken  by  the  conference,  if  it  stands, 
will  be  to  force  shipments  by  rail  or  small  vessels  between 
Tacoma  and  Seattle.  It  is  not  believed  that  the  Shipping  Board 
vessel  operators,  who  participate  in  the  conference,  will  be  per- 
mitted to  eliminate  Tacoma.  However,  no  action  will  be  taken 
until  the  investigation  has  been  completed.  Mr.  Love  issued 
the  following  statement  relative  to  the  situation: 

The  division  of  regulations,  United  States  Shipping  Board,  is 
looking  into  the  Tacoma  terminal  rate  question  and  will  seek  a  sus- 
pension of  the  conference  agreement  on  this  point  pending  results  of 
their  investigations. 

This  means  that  the  situation  governing  prior  to  this  change  will 
govern  until  such  time  as  a  thorough  investigation  of  the  matter  can 
be  made  by  the  board,  both  sides  being  given  every  opportunity  to 
present  their  case. 

The  adoption  of  the  above  course  will  result  in  an  orderly  way 
of  determining  the  merits  and  demerits  of  the  claims  made  by  the 
Tacoma  interests  versus  the  lines  in  the  intercoastal  trade. 


DEBTS  OF  SHIPPING   BOARD 

Chairman  Lasker  of  the  Shipping  Board  said  this  week  that 
by  June  30  the  board  would  be  free  of  debt  with  the  exception 
of  claims  and  claims  involved  in  lawsuits.  He  said  about  $20,- 
000,000  of  securities,  in  the  form  of  mortgages  and  bonds,  had 
been  sold  by  the  board  and  that  $16.000,000  had  been  paid  in 
cash  therefor,  and  that  the  balance  would  be  paid  by  June  30. 


SHIP  SUBSIDY  HEARINGS'" 

The   Traffic   World   Washington  Bureau 

Tax  exemption  for  users  of  American  flag  tonnage  as  pro- 
vided in  section  301  of  the  ship  subsidy  bill  does  not  have  the 
approval  of  the  American  Farm  Bureau  Federation,  J.  R.  Howard, 
president,  informed  the  committee.  The  bill  provides  for  the 
deduction  from  the  amount  which  would  otherwise  constitute  the 
tax,  a  sum  equal  to  5  per  cent  of  ocean  freight  money  properly 
chargeable  to  and  which  has  been  paid  by  the  person  subject  to 
the  tax. 

"We  are  on  record  against  tax  exemption  of  every  kind,"  Mr. 
Howard  said,  "even  tax  exemption  on  farm  loan  bonds.  To  be 
consistent  we  must  definitely  oppose  this  section,  but  I  will  say 
it  is  the  only  section  which  we  do  oppose." 

Patrick  O'Brien,  assistant  to  Andrew  Furuseth,  head  of  the 
International  Seamen's  Union  of  America,  appeared  before  the 
committee  and  testified  as  to  labor  conditions  and  non-enforce- 
ment of  the  LaFollette  seamen's  act,  particularly  as  to  the  lan- 
guage clause. 

R.  T.  Merrill,  director  of  the  bureau  of  research  of  the  Ship- 
ping Board,  appeared  before  the  committee  to  refute  testimony 
by  Andrew  Furuseth  and  statements  made  during  the  cross- 
examination  of  witnesses. 

As  to  Mr.  Furuseth's  statement  that  there  was  no  substan- 
tial difference  in  subsistence  costs  on  British  and  American  ves- 
sels, the  witness  said:  "The  board  reiterates  that  by  law  the 
difference  is  more  than  12  cents  per  man  per  day,  which  for  a 
crew  of  say  35  men  would  amount  to  nearly  $1,500  per  ship  per 
year — which  is  not  microscopic  in  these  days  of  microscopic  voy- 
age returns.  That  is  fact" 

Defending  another  part  of  the  testimony  submitted  previ- 
ously by  himself,  Mr.  Merrill  said: 

"To  appear  before  these  committees  and  give  a  misstatement 
of  facts  is  a  most  serious  thing.  I  can  think  of  one  more  ter- 
rible thing,  and  that  would  be  to  face  the  present  chairman 
of  the  Shipping  Board  and  admit  that  I  had  presented,  as  his 
spokesman,  inaccurate  information  before  Congress." 

As  to  charges  that  Shipping  Board  vessels  are  undermanned, 
the  witness  said  the  board  scrupulously  obeyed  the  Department 
of  Commerce  regulations  governing  safe  navigation. 

The  Administration's  ship  subsidy  bill  was  approved  by 
Secretary  Denby,  of  the  Navy,  before  the  committee  this  week. 
He  expressed  the  belief  that  the  bill  would  put  the  American 
merchant  marine  on  a  permanent  basis  and  that  after  a  time 
many  lines  would  not  have  to  be  aided  by  the  proposed  subsidy. 

"We  need  a  properly  balanced  merchant  marine,"  said  he, 
"not  only  as  a  business  proposition,  but  as  a  very  necessary 
auxiliary  to  our  fighting  fleet.  Shipping  is  a  highly  specialized 
business  and  we  have  only  to  study  Great  Britain  to  see  that 
we  have  to  learn  it  from  the  ground  up.  It  will  have  to  have 
aid  until  our  flag  is  firmly  established  on  the  seas.  I  would 
not  presume  to  fix  even  an  approximation  of  the  time  that  this 
aid  will  be  necessary,  but  I  do  not  believe  that  it  will  be  long. 

"We  are  now  finding  greater  pressure  in  industry  and  we 
must  seek  new  outlets  for  our  surplus  products  constantly. 
Great  Britain  for  a  long  time  heavily  subsidized  its  shipping 
and  still  helps  the  companies  that  run  the  fast  ships  so  necessary 
as  naval  auxiliaries.  I  believe  that  new  trade  routes  should  be 
established  and  it  seems  to  me  that  this  plan  is  as  good"  as  any, 
though  I  would  not  presume  to  say  it  is  the  best." 

In  reply  to  a  question  by  Senator  Fletcher  as  to  whether 
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Port  of 

New  Bedford 

(Mass.) 

The  Southern  Gateway 

of 

Industrial  New  England 


Rapidly  growing  as  shipping  point  for 

• 

Azores  Islands 
Cape  Verde  Islands 
Lisbon,  Portugal 
Mediterranean  Ports 

Has  large  sheltered  harbor. 
Channel  depth  25  ft.  at  low  tide. 

Modern  steel  and  concrete  pier  accommo- 
dations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y.  N.  H.  &  H.  railroad  with 
tracks  direct  from  pier. 

1,250,000  sq.  ft.  modern  warehouse  space, 
part  of  which  is  at  water's  edge. 

Much  Quicker  Service  and  Lower 

Handling  Charges  Than  in  Most 

of  the  More  Congested  Ports 


An  Opportunity  for  Shipping  Men! 

Recognized  a»  the  chief  cotton  concentration 
point  in  New  England,  this  port  handles 
annually  750,000  bales. 

Mills  consuming  1,250.000  bales  each  year 
are  within  easy  motor  trucking  distance. 

This  cotton  could  come  more  cheaply  by 
water  and  would  do  to  if  direct  water  connec- 
tion with  Southern  port*  were  established. 


Full  Co-operation  in  Developing  Port  Traffic 
Will  Be  Given  by 

N««  htferd  B«lcr  A  Mack.  C«. 
New  Btdlord  Storaf*  Wanhinii  C*. 
SU<un  A  Kilburn 

(Mifl,  Electrical  and  Shi*  Supplwi 

,.t 

New  Bedford  Board  of  Commerce 


Dial  *  SMI 
f»«l— Tow  Boat  Swrk* 
Gr*m  A  Wo*d    UnsWri 

BoiUr  &  Math.  C*. 


The  Port  of 

HOUSTON 


Houston's  port  business  continues  to  grow. 

Take  the  first  four  months  of  1922  as  an 
example. 

298  arrivals  and  departures. 

They  handled  570,246  tons  of  freight. 

In  the  first  four  months  of  1921  there  were 
179  arrivals  and  departures  handling  346,782 
tons  of  freight. 

The  above  statistics  show  that  Houston's 
tonnage  is  rapidly  increasing  in  spite  of 
present  conditions. 

The  reason  for  this  increase  in  business  is — 
SERVICE. 

Mr.  Traffic  Man,  can  we  serve  you? 
DIRECTOR  OF  THE  PORT 

CITY  HALL       ....       HOUSTON,  TEXAS 


View  Knowing  relationship  of  ship,  wharf,  and 
warehouse. 
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he  did  not  think  the  government  should  continue  operating  the 
Shipping  Board  vessels,  Mr.  Denby  said  they  should  be  privately 
owned  and  privately  operated.  He  said  he  saw  no  difference  be- 
tween a  subsidy  and  paying  losses  from  the  federal  treasury  for 
the  operation  of  the  fleet  by  the  government.  He  said  he  could 
give  an  order  requiring  officers  of  the  Navy  to  travel  on  Amer- 
ican vessels  and  that  other  government  departments  could  do 
the  same.  He  said  it  was  "bad  business"  for  the  government 
to  hold  the  vessels  longer  than  absolutely  necessary.  He  also 
touched  on  the  merchant  fleet  as  a  great  naval  auxiliary. 

Edward  P.  Farley,  vice-president  of  the  Emergency  Fleet 
Corporation  in  charge  of  ship  sales,  related  to  the  committee 
the  results  of  his  recent  trip  to  Europe.  He  covered  much 
the  same  ground  that  he  did  in  his  report  to  Chairman  Lasker 
on  shipping  conditions  abroad. 

The  joint  committee  on  ship  subsidy  legislation  voted  May 
17  to  close  the  hearings  Friday. 

Thomas  B.  Healy,  representing  the  New  York  local  of  the 
Marine  Engineers'  Beneficial  Association,  was  the  last  witness 
to  be  heard.  The  bill  will  be  redrafted  by  the  committee  and 
submitted  to  the  House  for  action. 


LABOR  OPPOSES  SHIP  SUBSIDY 

The  executive  council  of  the  American  Federation  of  Labor 
has  adopted  a  resolution  opposing  the  ship  subsidy  bill. 

"This  bill  in  every  feature  thereof  is  predicated  upon  the 
unfounded  claim  that  such  subsidy  is  needed  to  equalize  the 
wage  cost,  which,  it  is  claimed,  runs  strongly  against  the  Ameri- 
can vessels,"  the  resolution  says. 

The  following  reasons  are  set  forth  as  to  why  the  council 
is  against  the  bill: 

Resolved,  That  actiVig  for  and  on  behalf  of  the  trades  unions  of 
America  we  reiterate  that  we  are  generally  opposed  to  subsidies  of 
any  kind,  and  specifically  opposed  to  subsidies  being  granted  to  ship- 
owners, because,  first,  there  is  no  proof  that  subsidies  ever  built  up 
or  materially  aided  in  byilding  any  merchant  marine;  second,  because 
it  is  provocative  of  inefficiency  and  graft  and  general  parasitism. 

Resolved,  further,  That  we  are  opposed  to  this  particular  bill  for 
reasons,  some  of  which  we  enumerate,  as  follows: 

First,  because  it  presumes  to  sell  the  vessels  now  owned  by  the 
government,  when  in  fact  the  so-called  sale  is  nothing  but  a  smoke 
screen  to  hide  the  fact  that  the  shipowners  are  to  receive  the  vessels 
for  nothing  and  then  some  three  hundred  million  dollars  over  and 
above  the  purchase  price  for  operating  the  vessels  for  ten  years,  after 
which  time  the  ship  operators  may  turn  the  vessels  back  to  the 
government; 

Second,  because  this  bill  confers  upon  the  Shipping  Board  powers 
s,uch  as  have  never  been,  so  far  as  we  can  ascertain,  given  to  any 
commission  or  board  in  any  country;  under  this  bill  it  can  give  the 
subsidy  or  withhold  it,  it  can  reduce  the  subsidy  or  double  it,  it  can 
sell  the  vessels  at  any  price  to  9ne  person  or  refuse  to  sell  to  another 
person  at  a  high  bid  because  it  is  of  the  opinion  that  the  bidder's 
character  is  such  that  he  may  not  use  the  vessel  to  promote  the  inter- 
ests of  the  Unitefi  States;  it  can  lend  money  to  one  person  at  2  per  cent 
interest  and  refuge  it  to  another,  when  both  are  to  use  it  for  the  same 
purpose. 

Third,  becau»»  Ithe  shipowners  who  are  advocating  the  bill  and  will 
be  the  recipients  Of  the  bounty  refuse  to  give  any  real  information 
about  their  business  during  the  last  ten  years,  in  fact,  any  informa- 
tion which  mlgh.t  show  whether  any  subsidy  is  really  needed,  even 
from  the  point  pf  view  of  those  favoring  subsidies  as  a  principle, 
unless  ordered  to,  do  so  by  the  joint  committee  conducing  the  hearing. 

Fourth,  because  the  shipowners  are  so  organized  that  there  is  not 
nor  will  there  bp  any  competition  between  them  in  the  buying  of 
the  ships. 

Fifth,  lie-cause  the  shipowners  have  dominated  the  policy  of  the 
Shipping  Board  during  nearly  all  of  its  history.  They  are  dominating 
it  now  and  there  18  no  reason  to  believe  that  they  will  not  continue  to 
control  it  in  the  future. 

Sixth,  Congrats  has  during  our  history,  except  in  two  or  three 
instances,  given  the  shipowners  anything  they  asked;  and  it  is,  there- 
fore, the  shipowners  and  shipbuilders  who  are  at  least  indirectly  re- 
sponsible for  the  decay  of  our  sea  power,  and  there  is  no  good  reason 
to  believe  that  the  shipowners  and  their  policy  will  improve  after 
getting  the  subsidies.  Finally,  we  believe  that  this  is  no  time  to  sell 
the  vessels;  but  th»t,  having  tried  to  operate  the  vessels  under  agree- 
ment with  the  shipowners  and  having  failed,  we  may  now  try  to 
operate  them  directly  in  the  manner  Mr.  Rossbottom  is  now  operating 
his  "spiked  team"  without  any  serious  loss  to  the  government.  We 
believe  that  the  losses  would  be  much  less,  if  any,  and  that  the  ship- 
owners would  then  puy  the  vessels  which  they  have  so  far  refused 
to  buy. 

STEVEDORES  AND  BOARD  AGREE 

The   Traffic   World   Washington  Bureau 

Agreement  has  been  reached  by  the  Shipping  Board  and  con- 
tracting stevedores  of  the  Gulf  and  South  Atlantic  ports,  on  a 
revision  downward  of  stevedoring  rates  at  those  ports,  the  reduc- 
tions ranging  from  5  to  15  per  cent. 

Commissioner  O'Connor,  who  had  charge  of  the  matter  for 
the  Shipping  Board,  said  definite  figures  would  be  given  out  later 
but  that  approximately  600  commodities  were  involved  in  the 
adjustment  of  the  rates. 

"The  contracting  stevedores  have  agreed  to  reductions  nearly 
all  along  the  line,"  said  he. 

At  the  conference  the  following  members  of  the  standing 
committee  of  American  steamship  lines  were  present:  J.  T. 
Lykes,  T.  J.  Kehoe,  R.  D.  Sullivan,  Charles  Barthold  (represent- 
ing Oakley  Wood,  chairman  of  the  committee),  and  G.  W.  Clough, 
secretary,  all  of  New  York. 

Representatives  of  contracting  stevedore  companies  from  the 
Gulf  present  were:  N.  O.  Pedrick  of  New  Orleans,  president  of  the 


Gulf  Shipping  Conference  and  manager  of  the  Mississippi  Ship- 
ping Company;  C.  S.  Flanagan  of  Port  Arthur,  Tex.,  for  C.  Flana- 
gan &  Sons;  T.  R.  Hancock  of  Galveston,  Tex.,  for  Sgitcovich  & 
Co.;  J.  M.  Lykes  of  Galveston,  Tex.,  for  Lykes  Brothers,  and  J. 
B.  Waterman  of  Mobile,  Ala.,  for  the  Waterman  Steamship  Com- 
pany. 

Representing  the  contracting  stevedore  companies  for  South 
Atlantic  ports  were  H.  G.  Strachan  of  Savannah,  Ga.,  for  the 
Georgia  Stevedoring  Company;  W.  W.  Williamson  of  Savannah, 
Ga.,  for  the  Chatham  Stevedoring  Company;  Devereux  Bacon  of 
Savannah,  Ga.,  for  Trosdal,  Plant  &  Lafonta,  Churchill  Line,  Sa- 
vannah Maritime  Association,  John  G.  Giffin  &  Co.  of  Jackson- 
ville, Fla.,  and  the  Plant  Line  Stevedoring  Company;  C.  H.  Mar- 
shall of  Jacksonville,  Fla.,  for  the  Tampa  Inter-Ocean  Steamship 
Company,  and  J.  M.  Whitsitt  of  Charleston,  S.  C.,  for  the  Caro- 
lina Company,  and  the  Charleston  Stevedoring  Company. 

Commissioner  O'Connor  later  made  the  following  announce- 
ment regarding  the  rates  agreed  to  in  the  conference  between 
the  contracting  stevedores  of  the  Gulf  and  South  Atlantic  ports 
and  the  board: 

There  has  been  a  general  reduction  in  rates  agreed  to  all  along 
the  line,  with  the  exception  of  the  grain  rates,  which  are  to  remain 
as  at  present. 

As  a  result  of  the  conference,  the  cost  of  winchmen  and  relief 
labor  has  been  eliminated. 

Among  some  of  fhe  commodities  on  which  there  has  been  a  mate- 
rial reduction  in  the  cost  of  handling,  are  alcohol,  in  barrels  and  drums; 
old  rate  80c,  new  rate  75c;  barbed  wire,  per  ton  weight,  reduced  from 
$1.10  to  95c;  cement,  from  ISc  per  barrel  and  80c  per  ton,  fri  sacks,  to 
70c  per  long  ton. 

Coffee,  any  quantity,  including  sorting  and  labor  cost,  to  6M;C 
per  bag;  prior  rates  ranged  from  8^4c  to  8%c  per  sack,  including  sort- 
ing and  labor  cost. 

Copper,  lead,  tin  and  spelter,  bars  and  ingots,  are  now  to  be  han- 
dled for  70c  per  ton;  the  old  rates  were  80c  for  copper,  lead  and  spel- 
ter, and  75e  for  tin. 

Cotton,  hand  stowed,  has  been  reduced  to  25V£c  per  bale  from  29c; 
cotton,  headed  through  doors,  to  30c  from  33%c.  Other  cotton  rates, 
based  upon  shape  of  bales  and  stowage,  are  proportionately  reduced. 

There  is  no  change  in  the  rate  for  handling  flour,  or  bran  and 
hulls  of  all  kinds  in  sacks. 

General  cargo,  per  payable  ton,  has  been  reduced  from  $1.25  to 
85c. 

Iron  and  steel  bars,  rods  and  hoops,  any  length,  are  to  be  han- 
dled for  80c  per  ton.  The  old  rates  were:  bars,  90c;  rods,  $1.00;  hoops, 
$1.00-  iron  and  steel  plates,  which  formerly  cost  $1.30  per  ton,  when 
10  feet  in  length,  and  $1.50  when  more  than  10  feet  in  length,  are  now; 
to  be  loaded  or  discharged  for  $1.00  per  ton;  pig  iron  has  been  re- 
duced to  80c  from  85c,  and  iron  pipe  from  $1.10  to  $1.00. 

There  has  been  an  appreciable  reduction  also  on  logs.  Handling 
them  from  or  onto  the  dock  formerly  cost  $1.10;  new  rate,  $1.00;  on 
those  handled  from  or  into  the  water,  the  rate  has  been  reduced  from 
$1.00  to  75c. 

Lumber  also  has  been  subjected  to  a  cut,  ranging  from  lOc  to  30c 
per  thousand  feet. 

Meats  and  all  packing  house  products,  in  barrels  and  tierces,  have 
been  reduced  from  85c  to  75c,  while  meats  and  all  packing  house 
products,  in  boxes,  tubs,  buckets,  crates,  etc.,  have  been  cut  from 
$1.00  to  85c. 

A  flat  rate  of  75c  has  been  agreed  upon  for  oils,  glucose,  molasses, 
grease,  tallow,  soap  and  soap  stock,  wax,  resin  and  asphalt  in  bark 
rels;  former  rates  ranged  from  80c  to  90c. 

Rice,  in  sacks,  has  been  reduced  to  72c;  former  rates  ranged  from 
70c  to  80c;  rice  polish  has  been  reduced  from  80c  to  72c. 

Nitrate  and  staves  remain  at  their  present  rates. 

Steel  billets  and  ingots  are  now  to  be  handled  for  75c  per  ton  in- 
stead 9f  85c;  steel  rails,  "under  and  over  33  feet,"  also  are  affected  by 
reduction. 

Sugar,  refined,  in  sacks,  met  with  a  2c  cut  to  63c. 

Tobacco,  screwed,  now  $1.30  per  hhd.,  old  rate  being  $1.50  per 
hhd.  Tobacco,  hand  stowed,  has  been  reduced  from  75c  per  hhd.  to 
65c. 

These  rates,  where  weight  is  involved,  are  for  loading  and  dis- 
charging per  ton  of  2,240  pounds,  and  the  rates  agreed  upon  are  retro- 
active to  April  25,  1922.  They  are  applicable  to  the  port  of  New  Or- 
leans and  the  Texas  gulf  ports,  as  well  as  to  the  ports  in  Alabama  and 
Florida.  Mobile,  and  Savannah,  Ga.,  however,  are  subject  to  a  15  per 
cent  reduction  from  the  rates  agreed  upon  for  the  other  ports  on 
account  of  lower  cost  of  labor  at  these  ports. 


FOREIGN  COMMERCE  ORDERS 

The  Traffic  World   Washington  Bureau 

The  Commission,  by  means  of  Foreign  Commerce  Orders 
Nos.  3  and  4,  dated  May  13,  but  promulgated  four  days  later, 
took  steps  to  put  into  real,  and  not  merely  nominal,  effect,  para- 
graph 1  of  section  25  of  the  interstate  commerce  law.  No.  3, 
canceling  No.  1,  is  directed  to  the  earners  by  water,  and  No.  4 
to  carriers  by  railroad.  In  its  notice  to  carriers  by  railroad  the 
Commission  said: 

In  the  introduction  to  the  Commission's  circular  notice  to  all  car- 
riers by  railroad,  dated  March  22,  1920,  there  was  quoted  the  five  para- 
graphs included  in  Section  25  of  the  Interstate  Commerce  Act  as 
added  by  Section  441  of  the  Transportation  Act,  1920. 

In  order  that  the  Commission  and  railway  carriers  subject  to  the 
act  might  carry  out  the  provisions  of  Section  25  the  said  carriers  were 
requested  to  funish  certain  information,  the  details  of  which  were 
set  forth  in  the  above  described  circular. 

There  were  many  carriers  who  did  not  respond  to  the  Commis- 
sion's request  in  any  manner  whatever,  while  several  who  did  respond 
failed  to  include  in  their  lists  the  names  of  stations  which  obviously 
should  have  been  included.  For  example,  one  of  the  principal  carriers 
serving  Chicago  failed  to  include  it  as  a  point  sufficiently  important 
to  be  specified  by  the  Commission  as  a  point  at  which  information 
required  under  Section  25  shall  be  maintained  and  from  which  through 
bills  of  lading  to  foreign  destinations  shall  be  issued. 

Other  carriers  consolidated  their  lists  of  stations  either  under 
the  name  of  a  particular  railway  system  or  grouped  together  so- 
called  family  lines,  then  listed  thereunder  the  names  of  stations  with- 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttomi  Houie  Broken,  Forwarding 
and  Clearing  Houte  Agent t 

LAREDO,  TEXAS 

Branch**  In  all  Principal  CitlaM  In  th«  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 


LINES. 


IMC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American    Ship   and    Commerce    Corporation 

General  Agent*:  Hamburg-American  Line 

American  -Hawaiian  S.  S.  Co. 
INTERCOASTAL  SERVICE 

Between    New    York,   Iloston.    Philadelphia   and    Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


8.8.  AMERICAN     .............  May   20 

8.8,  PENN8YLVANIAN     ......  Mar  27 

8.8.  FLORIDIAN     .............  June    S 

8.8.  VIRCINIAN      ..........  June  10 


1'hila.  New  York 

.......  May   25 

June    1  Jam    1 

.......  June    8 

June  17  Jane  IS 


S.nlini;-    every    Thursday    from    New    York,    every 
Saturday  from    Itoston  and  alternate  Saturdays 
_       from    Philadelphi".  and   fortniifhtly    from 
the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.   8.   Pacific  Caul    Port.   I*  Ike   Principal    Port,   of   the    Inilcd 

Kincdom    and   Continent—  Direct    Kort- 

ni«htl>    3ailin«« 


Joint  Service*  with 
Hamburg-American  Line 

To  Hamburg 
NEW  YORK  TO  HAMBURG 

8.8.  •MOl'NT    CLAY Mar  IS 

8.8.  tRKSOLUTB     May  3D 

«.«.  »BAVERN      June   I 

8.8.  'MOUNT    CARROLL    June  8 

•  Carrie*   third-c]a»   pa»»en*er«. 

+  Cabin   and   third-rla«*  paawnrer*. 

:   Kir«t.    »econd.    third-clamp*    ataaenrer*. 

LOADINC    PIER    •(.    NORTH    RIVER 

I'llll   \hl.l  I'lll  \    TO   BREMEN   AND   HAMBURG 

U.S.  THKMISTii                                                                         ...Mar  31 
8.8.  ORE«;ONIAN     (via    Baltimore) June  13 

i:"vroN  TO  BREMEN  AND  HAMBURG 

8.8.  «;EllHf.lAN     Mar  2S 

U.  CALLI8TO    oia    Baltimore    and    Norfolk) June  7 

BALTIMORE  TO  BREMEN   AND  HAMBURG 

AJL  GEORGIAN    (ria    Norfolk    and    Bo.lon> Marl* 

^  -      UlfMlSTO    l.ia    Philadelphia! Mar  27 

8.8.  CAI.I.I8TO    Ola    Norfolk! June   15 

8.8.  OREI.ONUN  June  2» 

NORFOLK  AND  NKWI'ORT  \K\VS  TO  BREMEN 
AND  HAMBURG 

S.8.   <;K«)R(.IAN    (via   B~tan> Mar  » 

8.8.  CALLI8TO    June  17 

NEW  ORLEANS  TO   BREMEN   AND  HAMBURG 

8JJ.  8ACH8ENWALD    Early    Mar 

Tkmck  hill,  .f   lad.ni  >ia  llamhurr   iaaued   ta  all  Scandinavian 
and    Balllc    Parta 

r_. 
U.  S.  Government  Ships 
NEW  YORK  TO  DUTCH  EAST  INDIES 

Penan*-.    Belawan-Dell.    Port    8wettcnham.    Sincapore.    Batavia. 
Hamaranr.    Soerahaya 

8.8.   HALF    MOON    June   1* 

A   HTEAMER    Julr  H 

Hteaaien    take    carlo    for    Tunl..    Alexandria    and    S>nan    Coaat 

Port. 
Lnadinc    Pier    21.    Pouch    Terminal.    Clifton.    S.    I. 

General  Offices:  39  BROADWAY,  New  York 

Telephone    WHITEHALL    nun 

\\  I.STERN  FREIGHT  OFFICE 

Chlcaco.  327  South  LaSalle  Street  Pkone  Wabaah  48*1 

BRANCH    OFFICES 

Boaton.    4*    Central    Street  Phone    Conirreaa  1*84 

(  Irreland.  242  The  Arcade  Phone  Main  2IS* 

Philadelphia.   Bewrae   Ride.  Phone   Lombard  7*(« 

IMIvhurch.    Oliver    HIHr.  Phone     Crant      7431-2 

Rochenter.    Coamierce    Bid*.  Phone    Main  71S* 

i.l  NEKAI.    PACIFIC    COAST    AGENTS 
Williaa...  Dlmond  ft   Co..  3lt  Hanaome  St.,  San   Francl.co 
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out  Indicating  the  line  or  lines  by  which  each  particular  point  so 
listed  Is  served. 

Since  the  Commission.  In  its  decision  in  Case  No.  4844,  Export 
Bill  of  I-adlng,  64  I.  C.  C.  347,  has  prescribed  the  form  of  through 
export  bill  of  lading  to  be  issued  by  carriers  subject  to  the  Interstate 
Commerce  Act  for  application  to  the  transportation  of  property,  in 
connection  with  water  carriers,  whose  vessels  are  registered  under 
the  laws  of  the  United  States,  it  Is  important  that  the  Commission 
and  railway  carriers  proceed  immediately  to  carry  out  the  provisions 
of  Section  25. 

In  view  of  the  fact  that  a  number  of  carriers  failed  to  respond 
to  the  Commission's  former  notice,  furthermore  many  of  those  who 
did  respond  did  nol  apparently  understand  the  manner  in  which  the 
information  therein  requested  should  be  furnished,  the  Commission  has 
entered  its  foreign  commerce  order  No.  4  under  the  terms  of  which 
and  In  the  manner  prescribed  thereby  all  carriers  by  railroad  are  re- 
quired (1)  to  file  on  or  before  July  1,  1922,  the  infomation  contem- 
plated by  Section  25,  (2)  to  file  promptly  thereafter  any  changes 
therein,  (3)  to  report  semi-annually  on  January  first  and  July  first 
all  changes  made  for  the  preceding  six  months'  period. 

Addressing  the  officers  of  carriers  by  water  subject  to  the 
provisions  of  the  law,  the  Commission  said: 

Paragraph  1  of  Section  25  of  the  Interstate  Commerce  Act,  Sec- 
tion 441  of  the  Transportation  Act,  1920,  requires  "That  every  com- 
mon carrier  by  water  in  foreign  commerce,  whose  vessels  are  regis- 
tered unde  the  laws  of  the  United  States,  shall  file  with  the  Com- 
mission, within  thirty  days  after  this  section  becomes  effective  and 
regularly  thereafter  as  changes  are  made,  a  schedule  or  schedules 
showing  for  each  of  its  steam  vessels  intended  to  load  general  cargo 
at  ports  in  the  United  States  for  foreign  destinations,  (a)  the  ports 
of  loading,  (b)  the  dates  upon  which  such  vessels  will  commence  to 
receive  freight  and  dates  of  sailing,  (c)  the  route  and  itinerary  such 
vessels  will  follow  and  the  ports  of  call  for  which  cargo  will  be  car- 

The  Shipping  Act,  1916,  defines  a  "common  carrier  by  water  in 
foreign  commerce"  as  a  "common  carrier,  except  ferry  boats  running 
on  regular  routes,  engaged  in  the  transportation  by  water  of  passen- 
ges  or  property  between  the  United  States  or  any  of  its  districts, 
territories  or  possessions  and  a  foreign  country,  whether  in  the  import 
or  export  trade:  Provided,  that  a  cargo  boat  commonly  called  an 
ocean  tramp  shall  not  be  deemed  such  'common  carrier  by  water  In 
foreign  commerce.'  " 

In  order  that  compliance  with  the  requirements  of  Section  25  or 
the  Interstate  Commerce  Act  may  be  effected  without  further  delay 
the  Commission  has  entered  its  foreign  commerce  order  No.  3,  a  cony 
of  which  is  herewith  enclosed.  The  said  order,  in  cancelling  foreign 
commerce  order  No.  1.  describes  not  only  the  manner  in  which  all  com- 
mon carriers  by  water  included  under  paragraph  1  of  Section  25  are  to 
comply  with  the  requirements  of  said  paragraph,  but  requires,  further, 
that  the  schedules  contemplated  thereby  shall  be  filed  not  later  than 
July  1.  1922,  and  that  thereafter  as  changes  are  made  such  schedules 
shall  be  either  amended  or  reissued. 

All  water  carriers  herein  referred  to  will  at  once  proceed  to  com- 
ply with  the  requirements  of  foreign  commerce  order  No.  3  by  filing 
their  schedules  in  accordance  with  the  regulations  therein  prescribed 
and  in  the  future  by  appropriate  amendments  or  by  revision,  keep 
them  as  nearly  as  may  be  up  to  date. 

Whenever  the  changes  are  such  as  to  warrant  the  filing  of  a  com- 
plete new  schedule  such  schedule  must  hear  not  only  a  new  foreign 
commerce  number,  but  must  indicate  immediately  thereunder  the 
cancellation  of  the  schedule  superseded  thereby. 


LOVE  GOES  TO  GERMANY 

The  Traffic  World   Washington  Bureau 

Investigation  of  the  agreement  between  the  United  States 
Lines,  the  company  organized  by  the  Shipping  Board  to  operate 
the  fleet  of  ex-German  liners  formerly  operated  by  the  U.  S.  Mail 
company,  and  the  North  German  Lloyd  will  be  made  by  a  com- 
mittee appointed  by  the  board.  The  members  are  W.  J.  Love, 
vice-president  of  the  Emergency  Fleet  Corporation  in  charge  of 
traffic;  T.  H.  Rossbottom,  general  manager  of  the  United  States 
Lines;  A.  E.  Clegg,  and  E.  G.  McCormack.  Mr.  Love  planned 
to  sail  for  Germany  May  20  and  the  other  members  of  the  com- 
mittee will  leave  New  York  May  27.  The  United  States  Lines 
has  what  is  called  a  "day-to-day"  working  agreement  as  to  traffic 
with  the  North  German  Lloyd.  It  is  believed  that  the  commis- 
sions paid  to  the  North  German  Lloyd  under  the  existing  agree- 
ment are  too  high,  officials  said.  An  effort  will  be  made  to  es- 
tablish an  independent  agency  in  some  German  port  and  in  the 
event  that  is  done  the  arrangement  with  the  German  line  will 
be  set  aside,  it  was  said.  Inquiry  also  will  be  made  by  the 
committee,  it  was  said,  as  to  facilities  for  receiving  the  Leviathan 
when  it  makes  its  contemplated  trial  trip  in  the  spring  of  1923. 


URGES  PASSAGE  OF  WATERWAY  BILL 

The  National  Rivers  and  Harbors  Congress,  in  a  statement 
headed  "Dangerous  Delay  in  Passing  Rivers  and  Harbors  Bill," 
urges  that  Congress  be  appealed  to  at  once  to  take  action.  The 
statement  follows: 

Serious  delays  in  beginning  urgently  needed  river  and  harbor  work 
will  result  unless  the  legislative  river  and  harbor  bill  (H.  R.  10766)  is 
passed  not  only  at  the  present  session  of  Congress  but  before  the 
army  appropriation  bill  becomes  a  law.  The  army  appropriation  bill 
has  already  passed  the  House  but  the  river  and  harbor  bill  is  appar- 
ently no  nearer  passage  now  than  when  it  was  reported  on  March  7. 

This  bill  adopts  25  new  projects  and  authorizes  the  modification 
of  5  others.  These  projects,  with  their  estimated  cost,  are  given 
below.  It  also  authorizes  a  large  number  of  surveys.  The  army 
appropriation  bill  carries  nearly  $43,000,000  for  river  and  harbor  work, 
but  not  a  dollar  of  this  amount  can  be  spent  upon  the  projects  or  the 
surveys  listed  herewith  xinless  the  rivers  and  harbors  bill,  which 
authorizes  them,  is  passed  in  advance  of  the  army  appropriation  bilL 
This  meons  thst  nothing  <-ould  be  done  until  the  summer  of  1923. 

A  still  more  serious  delay  would  result  If  H.  R.  107B6  Is  allowed 
to  go  over  to  the  next  session  of  Congress.  Appropriations  for  river 
and  harbor  work  are  based  upon  the  estimates  submitted  in  the 
annual  reports  of  the  Chief  of  Engineers,  and.  unless  the  pending 


river  and  harbor  bill  is  passed  at  the  present  session,  the  data  upon 
which  an  appropriation  for  these  works  can  be  based  will  not  appear 
until  the  annual  report  for  the  fiscal  year  ending  June  30,  1923. 

In  that  case  it  is  practically  certain  that  funds  would  not  become 
available  until  July  1,  1924.  which  is  the  middle  of  the  working  season, 
so  that  most,  if  not  all,  of  that  season  would  be  lost  and  the  work 
would  not  he  fully  under  way  until  the  spring  of  1925. 

Many  of  these  projects  are  urgently  needed,  and  every  one  inter- 
ested should  at  once  write  to  the  senators  and   members  of  Congress 
from  his  state  urging  the  speedy  passage  of  H.  R.  10766. 
PROJECTS  AUTHORIZED  IN  H.  R.   10766. 

Pawtucket    River,    R.    I $        50,000 

Mamaroneck   Harbor,    N.  T 103,000 

New  Rochellc  and    ICcho  Bay  Harbor,   N.  Y 35.000 

N.  Y.  and  N.  J.  Channels..' 10,400,000 

Wilmington    Harbor,    Del 630,000 

Locklies    Creek,    Va 4,100 

Waterway,  Core  Sound  to  Beaufort  Harbor,   N.  C 30,000 

LaGrange    Bayou,    Fla 38,000 

Calcasieu    River,    La 25,800 

Gal  veston    Channel.     Texas 670.000 

Sabine-Neches    Waterway,    Texas 1,805,500 

Tensas    River,    La •...  4,200 

Red  Lake  and  Red  Lake  River,  Minn 15,000 

Green  Bay   Harbor,   Wis 110,000 

Milwaukee    Harbor,    Wis. 4,000,000 

Black  Rock  Channel!  and  Tonawanda  Harbor,  N.  Y 55,000 

San  Diego  Harbor.  Calif 135,850 

Los  Angeles  Harbor,  Calif 730,000 

San  Francisco  Harbor  Entrance,   Calif 530,000 

Oakland   Harbor,    Calif 1,371.450 

Coos  Bay  Harbor  and  Isthmus  Slough,  Ore 3.310.000 

Columbia  and  Lower- Willamette  Rivers,   Ore 1,750,000 

Willamette  Slough,  Ore 23,350 

Clatskaine    River.    Ore 4,620 

Six    Seagoing    Dredges 4,500,000 

MODIFICATIONS  OF  EXISTING  PROJECTS. 

•Beverly   Harbor,    Mass 98,000 

Jamaica  Bay,   N.  Y 

•Waterway,  Calcasieu  River  to  Sahine  River,   La 500,000 

•St.  Mary's  River  at  the  Falls,  Mich 513.000 

tCrescent  City  Harbor,   Calif 


Total    $31,441,870 

* — Increase  in  cost  effected  by  the  modification. 
t — Decrease  in  cost  effected  by  the  modification. 


MODEL  OF  LEVIATHAN 

The  model  of  S.  S.  Leviathan  has  been  turned  over  to  Chair- 
man Lasker  of  the  Shipping  Board  by  Thomas  W.  Miller,  alien 
property  custodian.  In  presenting  the  model,  Mr.  Miller  said: 

This  model  was  made  by  skilled  mechanics  sent  from  Germany 
to  this  country  by  the  Hamburg-American  line  before  the  war.  It  is 
an  exact  replica  of  the  famous  liner  which  took  more  troops  to  France 
than  any  other  vessel  in  the  transport  service.  The  cost  of  the  model 
originally  was  $25,000.  It  is  being  turned  over  to  Chairman  Lasker 
of  the  Shipping  Board  because  it  is  most  fitting  and  proper  that  the 
Shipping  Board  should  have  on  exhibition  the  model  of  this  great 
ship  in  their  Washington  offices,  inasmuch  as  they  are  to  operate 
the  Leviathan  when  it  is  reconditioned.  This  model  was  a  great 
business  getter  for  the  Hamburg-American  line  before  the  war,  and  it 
is  to  be  hoped  that  it  will  serve  this  purpose,  and  in  this  way  help 
carry  the  flag  of  the  American  merchant  marine  to  the  seven  seas. 
The  model  will  forever  be  the  property  of  the  United  States  govern- 
ment in  the  same  manner  that  the  great  ship  itself  will  always  be  in 
our  possession;  for  whatever  becomes  of  the  rest  of  the  German 
property,  we  take  it  that  the  possession  of  the  great  ship  itself  will 
never  be  relinquished  by  the  United  States  government. 

The  name  of  the  Leviathan  will  not  be  changed  to  "The 
President  Harding,"  as  proposed  by  the  Shipping  Board,  it  was 
learned  at  the  White  House,  May  16.  It  was  said  that  President 
Harding  had  requested  the  board  not  to  change  the  name,  be- 
cause of  the  sentiment  connected  with  the  "Leviathan."  which 
carried  thousands  of  American  troops  to  France  during  the  war. 


CUNARD   AIRPLANE    SERVICE 

A  cable  to  the  Cunard  Line's  offices  states  that  arrange- 
ments have  been  completed  with  the  Compagnie  Aerienne 
Francaise  to  convey  passengers  on  the  company's  "Big  Three" 
— the  "Berengaria,"  "Aquitania"  and  "Mauretania" — from  Cher- 
bourg to  Paris  by  airplanes,  the  new  service  beginning  June  1. 
The  same  service  will  be  operated  for  people  who  wish  to  fly 
from  Paris  to  Cherbourg  in  order  to  catch  one  of  the  big 
Cunarders.  Arrangements  to  fly  may  be  made  at  any  of  the 
offices  of  the  Cunard  Line  or  on  any  of  the  steamers  of  the 
lines'  weekly  express  service  to  Cherbourg  and  Southampton. 


PAYMENT  FOR   SHIPPING   BOARD  VESSELS 

Negotiations  with  the  Lloyd  Royal  Beige,  which,  in  1920, 
bought  22  vessels  of  about  56,000  tons  registry  for  about  $16,- 
500,000  from  the  Shipping  Board,  has  resulted  in  the  payment 
of  something  over  $12,000,000,  of  which  $10,500,000  was  in  cash. 
Harry  S.  Kimball,  vice-president  of  the  Shipping  Board,  an- 
nounced this  week.  The  company  paid  $6,500,000  this  week,  he 
said.  The  balance  will  be  paid  in  five  equal  annual  installments. 


COST   AND   VALUE   OF   VESSELS 

The  Shipping  Board  has  issued  a  statement  showing  that 
the  23  combination  passenger-cargo  vessels  built  as  a  part  of 
the  war  building  program  cost  a  total  of  $130,554,297.28.  These 
are  the  vessels  that  have  been  named  after  Presidents  of  the 
United  States.  The  prices  of  the  vessels  ranged  from  a  little 
in  excess  of  $4,000,000  to  a  little  in  excess  of  $7,000,000.  The 
present  sale  value  of  the  vessels  is  far  below  the  war  cost. 
Some  estimates  place  the  present  market  value  at  around  $30,- 
000,000. 
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Master  Traffic  Management 

Under  the  Direction  of  a  Traffic  Advisory  Council  of  150  Expert  Traffic  Men 

f  I  K)  men  earnestly  desiring  to  fit  themselves  for  important  posts  in 
the  field  of  traffic,  LaSalle  Extension  University  offers  broad  and 
A  practical  training — under  the  direction  of  a  Traffic  Advisory  Board 
comprising  150  successful  traffic  men.  In  a  clear,  interesting,  and 
thoroly  understandable  series  of  texts,  lectures  and  instruction  service, 
these  men  explain  the  principles  governing  the  modern  science  of  Rail- 
way and  Industrial  Traffic  Management  and  the  practical  traffic  methods 
employed  by  the  most  efficient  organizations  in  America.  This  course 
and  service  is  personally  supervised  and  directed  by  J.  W.  Harnach, 
formerly  with  the  Chicago  Great  Western  Railroad  and  various  shippers' 
organizations,  assisted  by  a  staff  of  practical  and  experienced  traffic  experts. 
The  training  is  given  under  the  LaSalle  "Problem  Method,"  the  most 
practical  method  of  advancement  known  to  educational  science.  It 
covers  with  thoroness  the  entire  field,  including: 

Organization  and  Administration  of  a  Traffic  Department 

Freight  Clauification    Law  of  Carrieri  Expreu  Service  and  Ratn 

Freight  Rates  Procedure  before  the  Inter*  Ocean  Traffic  and  Trade 

Freight  Claim*  (tale  Commerce  Commuiion  Etc.,  etc. 

The  LaSalle  Traffic  Advisory  Board  is  headed  by  C.  O.  Frisbie,  former  Traffic  Manager 
for  Armour  and  Company,  former  President  of  the  Illinois  Tunnel  Company  and  former 
President  of  the  Cornell  Wood  Products  Company.  Among;  those  contributing  to  the 
course  are  such  representative  traffic  men  as: 


CHICAGO.  ILL 

E.  B.   Boyd.  Chainnan.  West- 
ern Trunk  Line  Committee. 

C.  L.  Lingo.  Traffic  Manager, 
Inland  Steel  Company. 

C.  R.  Hillyer.  Interstate  Com- 
merce Attorney. 

Eugene  Morris,  Chairman  Cen- 
tral Freight  Association. 

James  Webster,  Assistant  Traffic 
Manager,  New  Y..rk  Central 
Railroad. 

MONTREAL.  P   Q. 
Martin,  FreightTraffic.Man- 
ager,  (irami  Trunk  Railway. 

W.  H.  Chandler.  Traffic  Man- 
ager, Boston  Chamber  o(  Com- 

merer  and  President  National 
Industrial  Traffic  League. 
NEW  YORK  CITY 

F.  S.    Davis,    Agent.    Kastern 
Freight  Traffic  Bureau. 

W.  A.  Schumacher,  General 
Traffic  Manager,  Fruit  Des- 
patch Line. 

C.  L.  Milleary.  Traffic  Manager, 
F.  W.  Wm>lworth  Company. 

Frank  Nay,  Comptroller,  Allied 
Chemical  &  I >ye  Corporation. 
ALBANY.  S  Y 

N.  D.  Chapin.  iMrector.  New 
York  State  Bureau  of  Farms 
and  Markets  and  President 
New  York  Traffic  Club. 


HOBOKEN.  N.  J. 

E.  H.    Best.   Traffic  Commis- 
sioner, Hoboken  Chamber  of 
Commerce. 

CINCINNATI.  OHIO 

R.    H.    Lewis.    Freight   Traffic 

Manager.  B.  &  O.  Railway 

INDIANAPOLIS.  IND 
L.    L.    Hyde,  General    Freight 
Agent,  Lake  F.rie  and  West- 
ern Railway. 

CRAM)  RAPIDS.  Mil  II 

F.  E.  Coombs.  Traffic  Manager, 
Michigan  Farm  Bureau. 

LOUISVILLE.  KY. 
Addison  R.   Smith,  Vice  Presi- 
dent,  Louisville  &   Nashville 
Railway. 

SIOUX  CITY.  IOWA 
J.  P.  Haynes,  Traffic  Manager, 
Commercial  Club. 

CHAMPAIGN.  ILL. 
Ernest  R.   Dewsnup.  Professor 
of     Railway    Administration, 
University  of  Illinois. 

ST.  JOSEPH.  MO. 
W.  J.  C.  Kenyon,  Traffic  Com- 
osissi  >ntr,  Commerce  Club  of 
St.  Joseph,  Mo. 

DETROIT,  MICH. 
C.    S.    Sikes,     Vice    President, 
Pere  Marquette  Railway. 


ST.  PAUL.  MINN. 

Herman  Mueller,  Traffic  Direc- 
tor, Association  of  Commerce 
of  St.  Paul. 

ST.  LOUIS.  MO. 

W.  C.  Maxwell,  Vice  President, 
Wabash  Railway. 

K.  B.  Hannigan,  Assistant 
Freight  Traffic  Manager, 
Southern  Railway. 

FT.  WORTH,  TEXAS 
J.  A.  Stafford  ,,f  Stafford,  Low- 
den  Company.  Printers. 
E.  P.  Byars,  Secretary  and  Traf- 
fic   Manager.    Fort    Worth 
Freight  Bureau. 

DALLAS  TEXAS 
Geo.  R.  Angell,  Division  Freight 

Agent.  C.  R.I.  &  P.  Railway. 
Jos.  G.  Garvin,  General  Freight 

Agent.  M.   R.   &  T.  Railway 

of  Texas. 

HOUSTON.  TEXAS 
T.  G.   Beard,  General    Freight 
Agent,  Southern  Pacific  Rail- 
way. 

LOS  ANGELES.  CAL. 
Walker  L.  Trammel,  Southern 
Pacific  Railway. 

PORTLAND.  OREGON 
W.    I).   Skinner,   Traffic    Man- 
ager,   Spokane,    Portland    & 
Seattle  Railway. 


Let  us  send  you  full  information  regarding  LaSalle's  home-study  Problem  Method  of  prac- 
tical training  in  Foreign  and  Domestic  Traffic  Management.  We  will  also  send  you  a  copy 
of  an  interesting  book  containing  statements  and  letters  from  some  of  the  many  executives 
and  employes  of  railroads  and  large  industrial  shippers  who  have  increased  their  efficiency 
and  earning  power  as  a  result  of  LaSalle  Traffic  training.  Sending  for  the  facts  obligates 
you  in  no  way.  Address  Department  505-T. 

LaSalle  Extension  University 

The  Largest  Business  Training  Institution  in  the  World 

Chicago,  III. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


USE  OF  OLD  BILLS  OF  LADING 

Editor  The  Traffic  World: 

The  writer  has  watched  with  interest  the  many  views  given 
by  the  different  shippers  regarding  the  use  of  old  forms  bill 
of  lading  after  July  1,  1922,  and  has  been  working  faithfully, 
not  with  the  Commission,  but  directly  with  the  general  freight 
agents  of  the  various  lines,  regarding  the  advisability  of  post- 
poning the  effective  date  the  new  bills  of  lading  are  to  become 
effective. 

I  am  glad  to  note  that  a  letter  came  to  hand  that  one  of  the 
big  western  lines  states  that  its  agents  will  accept  old  form  of 
bill  of  lading  with  the  stamp  affixed  (as  now  being  used)  after 
July  1,  1922,  and  until  old  supplies  are  used  up,  providing  the 
Commission  does  not  object;  and  it  is  the  writer's  belief  that 
all  lines  will  fall  in  line,  for  at  least  the  economic  reason,  of 
not  making  a  waste  of  the  bills  of  lading  on  hand,  and  I  do  not 
think  the  Commission  will  object  to  their  ruling. 

The  writer  wishes  to  thank  The  Traffic  World  for  the  in- 
terest shown  in  support  of  the  shippers'  viewpoint  and  the  pub- 
licity given  in  your  columns,  which  I  believe  was  a  great  benefit 
in  bringing  about  thff  decision  of  the  carriers. 

O.  J.  Moore  Grocer  Company, 
By  E.   P.  English,  Traffic  Manager. 

Sioux  City,  la.,  May  17,  1922. 


PROMPT  PAYMENT  OF  CLAIMS 

Editor  The  Traffic  World: 

With  further  reference  to  the  prompt  payment  of  claims,  as 
mentioned  from  time  to  time  in  the  Open  Forum,  we  would  like 
to  mention  that  we  have  enjoyed  a  service  in  settlement  of  claims 
filed  with  the  Union  Pacific  Railroad,  through  A.  R.  McNitt, 
freight  claim  .agent,  that  is  hard  to  beat.  On  a  large  proportion 
of  claims  filed  with  the  Union  Pacific,  we  have  received  settle- 
ment within  a  week  or  ten  days.  This  is  a  splendid  record. 

We  are  of  the  opinion  that  the  length  of  time  required  in 
settlement  of  claims  depends  very  largely  upon  the  manner  in 
which  a  claim  is  presented.  If  an  honest  and  legitimate  claim 
for  overcharge,  loss,  or  damage,  when  presented,  is  accompanied 
by  all  necessary  documents,  the  freight  claim  agent  is  in  a 
position  to  make  prompt  settlement.  When  these  papers  do  not 
accompany  the  claim,  settlement  is  delayed.  On  the  other  hand, 
if  the  claimant  is  continually  endeavoring  to  "put  something 
over"  on  the  railroad  company,  and  is  trying  to  collect  claims 
he  is  not  entitled  to,  the  freight  claim  agent  learns  to  look  with 
suspicion  upon  all  claims  presented  by  him,  regardless  of  their 
merit,  and  consequently  takes  a  longer  time  to  investigate  their 
validity. 

J.  A.  Schroeder,  Traffic  Manager, 
Overland   Cement   Plaster  Co. 

Laramie,  Wyo.,  May  12,   1922. 


CLAIM  PREVENTION 

Editor  The  Traffic  World: 

If  space  will  permit,  we  should  like  to  compliment  and  con- 
gratulate, through  your  columns,  Mr.  C.  B.  Pirie,  traffic  manager, 
Harper  &  Reynolds  Corporation,  Los  Angeles,  Calif.,  on  his 
article  on  claim  prevention,  published  in  your  issue  of  March 
11,  1922. 

We  are  constantly  in  touch  with  the  subject  of  claim  pre- 
vention, on  which  we  have  read  and  are  reading  continually 
many  instructions,  thoughts  and  suggestions  promulgated  prin- 
cipally, of  course,  by  the  carriers. 

We  have  seen  nothing,  however,  from  the  shippers'  stand- 
point, that  strikes  us  as  forcibly  and  as  the  logical  thing  to  do, 
as  that  outlined  by  Mr.  Pirie. 

It,  of  course,  naturally  follows  that  the  carrier  should  take 
the  initiative  in  stopping  the  drain  on  its  revenue  through  loss 
and  damage  claims.  In  this  connection,  however,  much  co- 
operation has  been  sought  from  and  extended  by  the  shipper,  in 
justice  to  whom  it  is  but  proper  to  say  that  our  experience  has 
been  that,  as  a  general  thing,  he  is  willing  to  do  his  part.  In 
other  words,  in  our  dealings  with  the  shipper  along  the  lines 
in  question,  we  have  met  with  a  very  gratifying  degree  of 
success. 

L.  M.  Allen,  District  Superintendent, 
Western  Weighing  &  Inspection  Bureau. 

Omaha,  Neb.,  May  15,  1922. 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

I  have  read  with  interest  the  letters  written  by  E.  P.  Hyars 
(The  Traffic  World,  May  13,  p.  1053),  stating  that  the  proposed 
law  now  up  before  Congress,  holding  the  railroads  liable  for  loss 
or  damage  done  by  a  misquotation  in  rates,  should  be  opposed 
by  you  on  the  grounds  that  it  would  lead  to  the  carrier  and 
shipper  working  together. 

It  is  my  opinion  that  The  Traffic  World  should  uphold  this 
law.  As  stated  in  an  article  some  time  ago,  it  would  be  im- 
possible for  anything  like  this  to  happen,  as  the  shipper  would 
have  to  show  absolute  proof  that  he  lost  money  on  a  transaction, 
due  to  a  misquotation  of  a  rate,  and  he  would  not  be  able  to 
collect  any  more  than  he  actually  lost  by  such  an  error.  Under 
these  conditions  I  think  it  would  be  impossible  for  any  rate 
man  and  shipper  to  be  able  to  work  together. 

On  the  other  hand,  if  this  law  is  passed,  it  will  lead  to  better 
efficiency  among  the  railroad  rate  departments,  for  if  they  know 
they  are  liable  for  a  misquotation  in  a  rate,  they  will  be  more 
particular.  If  a  shipper  actually  loses  money,  due  to  the  ineffi- 
ciency of  the  railroad  rate  department,  we  see  no  reason  why 
he  should  not  be  held  liable  for  loss  of  this  kind,  as  well  as  any- 
other  loss. 

Thomas  Dudley,  Traffic  Manager, 

Atterbury  &  McKelvey. 

New  York,   N.  Y.,  May  15,  1922. 


RATES  ON  COOPERAGE  STOCK 

Two  cases,  each  involving  the  movement  of  one  car,  were 
consolidated  and  heard  before  Examiner  Butler,  in  Chicago,  May 
17.  They  were  No.  13639,  The  Creamery  Package  Mfg.  Co.  vs. 
Director-General,  Pere  Marquette,  et  al.,  and  No.  13684,  same  vs. 
same.  The  cars  filled  with  cooperage  stock,  moved  from  Bay 
City,  Mich.,  to  Blythesville,  Ark.,  in  the  period  immediately  fol- 
lowing the  promulgation  of  General  Order  28.  According  to  the 
complainants,  a  rate  of  37.5  cents  was  charged,  which  was  the 
lumber  commodity  rate  of  29.8  cents  plus  25  per  cent.  It  was 
their  contention  that,  under  the  first  supplement  to  General  Or- 
der 28,  the  maximum  increase  of  5  cents  prescribed  therein  for 
lumber  rates  should  have  applied.  That  would  have  made  the 
rate  34.8  cents,  and  it  was  for  reparation  of  the  difference  of  3 
cents  a  hundred  pounds  that  the  complaint  prayed. 

The  Director-General's  contention,  as  outlined  by  C.  B.  Ack- 
erman,  was  that  the  lumber  commodity  rate  should  not  have  ap- 
plied on  the  shipments  at  all.  According  to  his  way  of  figuring  a 
class  rate  of  36  cents  plus  5  cents  should  have  applied,  and  the 
thing  the  Commission  ought  to  do  in  disposing  of  the  case  was 
to  find  the  shipments  undercharged  by  3.5  a  hundred  pounds. 


FUTURE  OF  MOTOR  VEHICLE 

Declaring  that  the  period  of  business  stagnation  had  passed, 
that  he  could  see  the  upward  trend,  and  that  the  American 
people  had  been  kept  down  as  long  as  it  was  possible  to  keep 
them  down,  Robert  E.  M.  Cowie,  vice-president  of  the  American 
Railway  Express  Company,  addressed  a  group  of  electric  auto- 
mobile men  at  the  convention  of  the  National  Electric  Light 
Association  at  Atlantic  City  this  week. 

"The  future  of  the  motor  vehicle."  said  he.  "is  so  firept  thai 
it  is  Hazardous  to  prefllnf  wnere  it  will  stop.  It  is  taking  the 
place  of  transportation  by  rail  to  a  very  great  extent-  radiating 
from  the  ffreat  commercial  centers  fnr  distances  of  from  cine. 
hundred  t.n  twn  hundred  miles." 

The  American  Railway  Express  Company  is  the  largest. user. 
of  electric  trucks  in  the  worlfl,  Beginning  with  one  electric  in 
1908  the  number  was  increased  to  fifty-one  in  1911.  One  hun- 
dred and  twenty-three  have  been  purchased  this  year.  There 
has  not  been  a  year  since  1911  in  which  some  electrics  were 
not  purchased.  The  company  now  operates  1,194  electric  street 
trucks  and  250  electric  industrial  trucks,  making  a  total  of  1,444  ) 
electrics. 


A   CORRECTION 

In  an  account  of  the  action  taken  by  the  Southern  Indus- 
trial Traffic  Association  and  the  Jackson  Chamber  of  Commerce, 
with  regard  to  lower  rates  along  the  Mississippi  River,  in  The 
Traffic  World,  May  13,  p.  1062,  it  was  made  to  appear  that  the 
home  of  the  association  and  the  chamber  was  Jackson,  Miss. 
Jackson,  Tenn.,  was  the  city  involved. 
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INTERSTATE  COMMERCE  COMMISSION 


Western  Coal   Rates 


Investigation  by  Commission  (Docket  13588)  with  respect  to  Interstate  rates  on  coal  from  producing  points  in  Mon- 
tana, Wyoming,  Colorado  and  New  Mexico,  and  all  states  west  thereof,  to  destinations  in  said  states  and  to  El  Paso, 
Texas. 

Hearings  set  for  Denver,  May  10;  Salt  Lake  City,  May  15;  Butte,  May  19;  Seattle,  May  22;  San  Francisco,  May  26; 
I'hoenix,  June  5;  El  I'aso,  June  7. 

For  copies  of  Official  Stenographer's   Minutes  address  the  undersigned. 


Port  Investigation 

DOCKET  12681  -Charges  lor  wharfage,  handling,  storage  and  other  accessorial  services  at  South  Atlantic 
and  Gull  Ports;  to  be  heard  at  Wilmington,  N.  (.'.,  Atlanta.  New  Orleans  and  Galveston,  May  S  to  15. 

Southeastern  Class  Rate  Investigation 


Investigation  instituted  by  the  Commis-iun  of  rla-^  r.iir-  applicable  in  interstate  commerce  within  southern  ter- 
ritory; between  that  territory  and  Ohio  River  crossings  and  points  in  Illinois.  Buffalo-Pittsburgh  and  central  territories, 
and  between  that  territory  and  Virginia  cities,  and  points  in  Trunk  Line  and  New  England  territories.  The  Commission 
in  fixing  interstate  rates  will  consult  with  the  state  commissions  with  a  view  to  bringing  about  greater  harmony  between 
intrastale  and  interstate  rates.  Numerous  fourth  section  departures  are  also  involved. 

First  hearing  begins  at  Atlanta  on  May  22nd;  subsequent  hearings  are  to  be  held  at  Asheriile,  Cincinnati  and 
New  York.  For  copies  of  Official  Stenographer's  Minutes  address  the  undersigned. 

United  States  Shipping  Board 

Hearings  on  question  of  whether  adequate  facilities  exist  to  warrant  enforcement  of  section  28  of  the  Merchant 
Marine  Act  of  1920;  affecting  movement  of  tonnage  through  the  ports  under  preferential  export  rates  to  ships  oper- 
ating under  the  American  flag.  Hearing*  to  be  held  as  follows: 

New  York  (already  held) April 24-25  Los  Angeles,  Cal July    6 

New  Orleans,  La May  16  San   Francisco,  Cal July    0 

St.  Louis.  Mo May  18  Portland,  Ore July  12 

Chicago,  III Jane   8  Seattle,  Wash.  July  15 

For  copies  of  Official  Stenographer's  Minutes  address   the  undersigned. 

National  Association  of  Railway  and  Utilities  Commissioners 

<  .iiin-ntinii   held   Atlanta,  (ia.,  October,  1921;  next  convention  to  !>»•  held  Detroit,  Mirh..  September  26,  1922. 
Valuable  reports  and  discussion.*  on  matters  affecting  all  public  utilities  under  the  jurisdiction  of  the  various  state 
oiimni— <jon«  of  the  I'nited  States. 

Official  copies  of  1921  convention  now  on  presa.    There  will  be  no  second  edition.    Order  now.    Price,  $4.00  per  copy. 
For  Official   Stenographic   Report  address   the  undersigned. 


OFFICIAL   REPORTERS: 


THE  STATE  LAW  REPORTING  COMPANY 

Interstate  Commerce   Commi«nion.  Publiihtrt  of  Law  Report* 

Inited   States  Shipping    Board.  235  BROADWAY 

National   Association  of   Railway  and  Utilities  Commissioners.  NEW  YORK  CITY 


JACKSONVILLE,  FLA. 

WIESENFELD  WAREHOUSE  COMPANY 

General  merchandise  storage  and  distribution. 

Prompt  and  intelligent  service. 
References:  Any  jobber,  banker  or  transportation  man  in  the  dty. 

DEEP  WATER  AND  RAIL  CONNECTIONS 


WACO,  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

On*  Block  on  Mary  at  13th  Street 


SAVANNAH,      GEORGIA 

Storage -Pool  Cars  Oar  Specialty 

H.  H.  BRADLEY  &  CO. 

Personal  Service  Quick  Despatch 


MUSKOOEE,  OKLA.  f 


Musk  ogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 


Ckfe  W  W. 


B.  R.  &  P.  WAREHOUSE,  Inc. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 


'MO  South  Canal  Str..t.  near  Taytor 
T«.minB   of   Kv.ry   Description—  City   D.llv.ry   Isrvtas   «n«   Carto.4 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn, 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR  INJURY  TO  GOODS 

Action  Against  Carrier  Maintainable  Where  Failure  to  Deliver 
Occurs;  Failure  to  Deliver  or  to  Deliver  in  Good  Order  Is 
Breach  of  Contract  and  Also  Tort: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  Where  a 
carrier  fails  to  deliver  goods  at  destination,  section  2798  of  the 
Civil  Code  of  1910  confers  jurisdiction  of  the  case  for  resulting 
damage  in  the  courts  of  the  county  where  the  failure  to  deliver 
occurred — that  is,  the  county  of  the  destination  of  the  goods — 
whether  the  action  be  ex  contractu  or  ex  delicto.  Civ.  Code 
1910,  sec.  2798.  The  failure  to  deliver  at  destination,  or  to 
deliver  in  good  order,  is  a  breach  of  the  contract  of  carriage, 
and  also  a  breach  of  the  carrier's  public  duty,  the  latter  being 
a  tort,  both  theoretically  located  at  the  place  of  performance, 
the  destination  of  the  shipment. — Davis,  Agent,  etc.,  vs.  Seigel, 
111  S.  E.  Rep.  439. 

BILLS  OF   LADING 

Bank  to  Which  Sight  Draft  on  Buyer  of  Carload  of  Potatoes, 
With  Order  for  Delivery,  Was  Sent  for  Collection  Liable  to 
Transmitting  Bank  for  Conversion  on  Delivery  of  Order 
Without  Payment  of  Draft: 

(Supreme  Court  of  Iowa.)  Where  a  bank  to  which  sight 
draft  on  buyer,  accompanied  by  order  for  delivery  of  a  carload 
of  potatoes,  was  sent  for  collection  by  a  bank  which  bought  the 
draft,  with  duplicate  bill  of  lading  and  order  for  delivery,  turned 
over  the  order  to  the  buyer  without  collecting  the  draft,  thereby 
enabling  buyer  to  obtain  possession  from  the  carrier  without 
payment  of  the  purchase  price,  the  bank  was  guilty  of  conver- 
sion, and  was  liable  to  the  transmitting  bank  for  the  loss  sus- 
tained, and  could  not  defend  its  action  in  so  doing  on  the  ground 
that  it  merely  intended  to  afford  the  buyer  an.  opportunity  to 
inspect  goods,  not  having  been  instructed  to  accord  him  such 
privilege. — First  National  Bank  of  Wadena  vs.  Farmers'  Savings 
Bank,  187  N.  W.  Rep.  474. 

General  Authority  of  Agent  to  Collect  or  Receive  Payment  Im- 
plies No  Authority  to  Waive  Principal's  Lien  or  Release 
Security  Without  Payment: 

The  general  authority  given  an  agent  to  collect  or  receive 
payment  implies  no  authority  to  waive  principal's  lien  or  release 
security  without  payment  of  debt. — Ibid. 

Measure  of   Damages  for  Wrongful   Surrender  of  Order  for  De- 
livery of  a   Carload   of   Potatoes   by    Bank,   to   Which    Sight 
Draft  on    Buyer   Had   Been   Sent  for  Collection,  Stated: 
Where  bank  to  which  draft  on  buyer  of  a  carload  of  pota- 
toes, accompanied  by  order  of  delivery,  was  sent  for  collection 
turned  order  over  to  buyer  without  requiring  buyer  to  pay  draft, 
the  measure  of  damages  in  action  against  the  collecting  bank 
therefor  was  the  amount  of  the  draft,  in  the  absence  of  evidence 
that  the  property  was  not  worth  such  amount. — Ibid. 

CARRIAGE   OF   LIVE  STOCK 

Judgment    on    the    Facts    Reversed  When   Based  on   Conjecture 
and   Against    Preponderance   of   Evidence: 
(Court    of    Civil    Appeals    of    Texas.      San    Antonio.)      The 
Court  of  Civil  Appeals  will  reverse  a  judgment  on  the  facts  only 
when  it  is  evident  that  a  verdict  is  based  upon  mere  surmise, 
suspicion,  or   conjecture,   and   is   against   the   preponderance   of 
the  evidence. — Schaff  vs.  Hill  &  Thompson,  238  S.  W.  Rep.  1037. 
Evidence  Held  to   Prove   Delivery  of  Calves  to  Railroad,   Instead 
of  Cows,  as  Claimed  by  the  Shipper: 

Evidence  held  to  prove  that  shipper  delivered  to  railroad 
60  cows  and  8  calves,  instead  of  68  cows,  as  claimed  by  the 
shipper. — Ibid. 

Refusal  to  Submit  Issue  as  to  Whether  Cows  Died  From  In- 
herent Weakness  Held  Error: 

In  shipper's  action  against  railroad  for  death  of  cows  during 
transportation,  refusal  to  submit  issue  as  to  whether  the  cows 
died  from  inherent  weakness,  which  the  evidence  seemed  to 
raise,  held  error. — Ibid. 

Live   Stock  Shipper  Suing  Carrier  Could   Recover  Interest  Only 
as  Damages,  and  Not  as  Interest  Eo  Nomine: 
Uve  stock  shipper  suing  railroad  could  recover  interest  to 
time  of  judgment,  if  at  all,  only  as  part  of  the  damages,  and  not 
as  interest  eo  nominee. — Ibid. 

Judgment  May  Provide  for  Interest  From  Date  Thereof,  Though 
Jury  Found  Damages  Without  Awarding  Interest: 
Where  a  live  stock  shipper  sued  for  Interest  on  the  damages 
sustained,  the   fad    that,   the  jury  found  damages  to  have  been 
sustained  in  a  lump  sum  did  not  preclude  the  court  from  render- 
ing judgment  for  such  sum,  with  interest  from  the  date  of  the 
judgment. — Ibid. 


Instruction    Fixing    Measure   of    Damages    Not   Applicable   to   the 

Case  Held  Erroneous: 

In  an  action  lor  failure  to  deliver  and  for  death  of  cattle, 
an  instruction,  fixing  the  measure  of  damages  as  the  difference 
between  the  market  value  of  the  shipment,  in  the  condition  in 
which  it  should  have  arrived,  and  that  of  such  shipment,  in  the 
condition  in  which  it  did  arrive,  held  erroneous,  in  that  there 
was  nothing  in  the  case  involving  the  condition  of  the  cattle 
delivered. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 
Relief  Refused  Where  Contract  Is  Inequitable  Without  Pleading 

That  Issue: 

(Supreme  Court  of  Tennessee.)  The  court  must  consider 
the  entire  situation  and  act  on  its  discretion  and  will  not  spe- 
cifically decree  the"  performance  of  a  contract  shown  to  be  harsh 
or  inequitable,  even  though  the  pleadings  did  not  raise  that 
issue. — New  River  Lumber  Co.  vs.  Tennessee  Ry.  Co.  et  al.,  238 
S.  W.  Rep.  867. 
Refused  Where  Contract  Is  Illegal  Without  Pleading  That  Issue: 

Specific  performance  of  an  unlawful  contract  will  not  be 
decreed  whether  the  defense  of  illegality  was  specially  pleaded 
or  not. — Ibid. 

Decisions    Construing    Interstate    Commerce    Act    Are    Authorita- 
tive on  Construction  ot  State  Act: 

Acts  1897.  c.  10  (Thomp.  Shan.  Code,  sec.  3059a  et  seq.), 
creating  a  Railroad  Commission  and  defining  its  powers,  was 
modeled  after  the  Interstate  Commerce  Act  of  Congress  and 
practically  all  the  decisions  upon  the  construction  of  the  federal 
statutes  are  authoritative  upon  the  construction  of  the  state  act. 
—Ibid. 
Contract  Fixing  Rate  for  Definite  Period  Is  Superseded  by  New 

Rate    Established   Under  Statute: 

Even  though  a  rate  fixed  by  a  contract  for  definite  period 
between  a  carrier  and  a  shipper  is  the  legal  rate  at  the  time  of 
the  contract,  a  higher  rate  thereafter  established  by  the  carrier 
in  accordance  with  the  provisions  of  the  Railroad  Commission 
Law  renders  the  contract  ineffectual  and  would  subject  both  the 
carrier  and  shipper  to  indictment  if  they  adhered  to  the  con- 
tract.—Ibid. 
Rate  Unlawful  Unless  Approved  by  the  Commission: 

Under  Acts  1897,  c.  10,  sec.  22,  concerning  the  Railroad 
Commission's  powers  over  rates,  no  charge  for  transportation  is 
lawful  unless  submitted  to  or  fixed  by  the  Commission,  and  no 
departure  from  the  posted  rates  is  lawful  except  as  may  be 
allowed  by  the  Commission. — Ibid. 
Carrier  Presumed  to  Have  Filed  Tariff  as  Required  by  Law: 

A  carrier  is  presumed  to  have  filed  tariffs  of  the  rates  it  is 
demanding  from  shippers  as  required  by  Railroad  Commission 
Act  of  1897,  c.  10,  sec.  22.— Ibid. 
Carriers    Are    Quasi    Public    Functionaries    Within    Presumption 

They  Do  Their  Duty: 

Common  carriers  are  quasi  public  functionaries,  to  which 
the  presumption  of  law  that  they  have  complied  with  their  legal 
duty  in  the  absence  of  any  proof  to  the  contrary  applies. — Ibid. 
Special  Rates  to  Encourage  Infant  Industries  Are  Illegal  Unless 

Approved  by  Commission: 

Special  rates  to  encourage  infant  industries,  as  permitted  by 
Railroad  Commission  Act  of  1897,  c.  10,  sec.  24,  are  legal  only 
after  they  have  been  submitted  to  the  Commission  for  revision, 
and  only  if  they  may  be  permitted  without  discrimination,  so 
that  no  shipper  and  no  carrier  can  make  a  special  contract  for 
special  rates  independently  of  the  Commission. — Ibid. 
Not  Decreed  Where  Existence  of  Legal  Contract  Is  Doubtful: 

Where    the   legality   of   a    contract    between    a   carrier    and 
shipper  fixing  rates  for  transportation  is  doubtful,  specific  per- 
formance thereof  will  not  be  enforced. — Ibid. 
Hardship  Does  Not  Justify  Judicial  Change  of  Statute: 

The  hardship  resulting  to  a  shipper,  who  had  made  large 
expenditures  in  reliance  on  a  contract  with  a  carrier  fixing 
special  rates,  does  not  authorize  the  court  to  read  into  the  stat- 
utes regulating  rates  any  exceptions  not  contained  therein. — Ibid. 
Refusal  to  Perform  Illegal  Provisions  Does  Not  Authorize  Decree 

as  to  Legal  Provisions  Not  Breached: 

Specific  performance  of  the  legal  portions  of  a  contract  be- 
tween a  shipper  and  carrier  will  not  be  decreed  where  there  was 
no  breach  of  such  obligations,  though  the  carrier  had  refused 
to  perform  illegal  provisions  of  the  contract  regulating  rates. — 
Ibid. 
Relief  Not  Granted  Where  Contract  Is  Terminable  at  Will: 

Equity  will  not  decree  specific  performance  where  it  may  be 
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POSITIONS  WANTED  OR  OPEN 

POSITION  WANTED — By  trained  Traffic  Executive.  Six  years' 
experience.  Familiar  with  all  details  of  domestic  and  foreign  ship- 
pine.  Thorough  knowledge  of  rate  and  claim  adjustment  and  pro- 
cedure. Now  employed.  Seeks  change  to  position  with  greater  op- 
portunity. Salary  secondary.  Address  T.  E.  A.  413.  Traffic  World. 
Chicago. 

POSITION  WANTED — Experienced  traffic  and  rate  man.  and 
conversant  with  fundamentals  of  transportation  law.  Desires  posi- 
tion in  chamber  of  commerce  or  industry.  Address  FA-1.  Traffic 
World.  Chicago. 

FOR  SALE— Several  cars  No.  1  Oak  Railroad  Cross  Ties,  Switch 
Timbers.  Bridge  and  Crossing  Plank  for  immediate  shipment.  I..  E. 
I'KAK  irdsburc.  Mich. 

WANTED — line  copy  each,  with  all  supplements.  Agent  Inland's 
S  \V.  I..  Tariffs  MB.  IOC.  SOI).  State  pri. .-.  Address  The  Equitable 
Adjustment  Co..  509  North  Second  S-  .oula.  Mo. 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  arc  operated  daily   out   of   Dallas  to   Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandite  of  All  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


TIME  LOCKS 

offer  the  safest  mechanical  security,  but 
greater  security  is  rightly  placed  in  the 
strong  character  and  established  repu- 
tation of  a  business. 

Our  integrity  cannot  be  tampered  with. 
MERCHANDISE  STORAGE  CO.,   INC. 


3/6  NORTH  PIER  STREET 


BROOKLYN,  N.  Y. 


INDIANAPOLIS,  IND. 


McNamara  Warehouses 

Unlimited  Service 

» 

Merchandise  Storage  and  Distribution.  Track  connection 
and  free  switching  with  all  railroads.  Machinery,  paper 
and  general  storage.  Motor  delivery  service. 

Experienced  men.  together  with  our  modern  equipment, 
enable  us  to  give  you  prompt  and  reliable  service.  Let  us 
figure  on  your  requirements. 

Assemblers,  Forwarders  and 
Distributors  of  Pool  Cars 


Telephone 
Circle  8407 


946  W.  New  York  St. 
Big  Pour  Sidings 


CHATTANOOGA 

THE  HUB  Of  THE  SOUTH 

""BRttK-8ULK@h  SHIPMENTS 


"Gateways"  are  born,  not  made. 
Chattanooga  is  the  natural  Geo- 
graphic gateway  to  the  South. 
In  addition  she  has  become  the 
railroad  gateway. 

As  intelligent  mere  hand  isedist  rib  u- 
tors  we're  the  gate  in  the  gateway. 
We'll  break-bulk,  distribute  locally, 
collect,  advance  on  warehouse  re- 
ceipts— render  every  service. 

Write  for  book  on  facts  and  rates. 


TRANSFER  Si  STORAGE  CO 

CHATTANOOGA. TENN.      FKED.ABRVAN    /'/•»•  v 
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nugatory,  as  where  the  contract  may  be  terminated  at  the  will 

of  either  party. — Ibid. 

Not  Decreed  to  Enforce  Rates  Subject  to  Change  by  Commission: 

A  court  of  equity  will  not  decree  specific  performance  of  a 
contract  fixing  rates  to  be  charged  by  a  carrier,  even  though  the 
rates  therein  specified   are  legal   rates,   since  such  rates  would 
be  subject  to  change  at  the  order  of  the  Commission. — Ibid. 
Not    Appointed    for    Railroad    for   Which    a    Receiver    Had    Been 

Appointed   in  Another  Suit: 

In  a  suit  by  a  shipper  for  specific  performance  of  a  contract 
with  it  by  a  carrier,  receivers  of  the  carrier  will  not  be  appointed 
to  carry  out  certain  provisions  of  the  contract  where,  after  the 
present  suit  was  instituted,  a  receiver  had  been  appointed  for 
the  same  carrier  in  other  proceedings  in  the  same  court,  but  the 
shipper's  remedy  must  be  sought  in  the  court  which  appointed 
the  receiver  or  with  permission  of  that  court. — Ibid. 


SAND,  CHERRIES  AND  TOMATOES 

Three  cases,  each  Involving  the  movement  of  a  single  car, 
in  each  of  which  Armour  &  Co.  were  the  complainants  and  the 
Director-General  the  defendant,  were  heard  before  Examiner 
T.  J.  Butler,  in  Chicago,  May  18.  In  the  first  of  these,  No.  13680, 
it  was  alleged  that  the  class  D  rate  of  43.5  cents,  charged  on 
a  carload  of  silica  sand,  moving  from  Ord,  Neb.,  to  Chicago, 
111.,  on  July  30,  1918,  was  unreasonable  to  the  extent  that  it 
exceeded  a  commodity  rate  of  25  cents,  In  effect  from  other 
silica  sand  producing  points  in  Nebraska  and  Kansas  at  the 
time  of  shipment  and  subsequently  established  from  Ord. 

W.  W.  Manker,  of  Armour  &  Co.,  sought  to  prove  the  un- 
reasonableness of  the  rate  as  charged  by  showing  that  the  ton 
mileage  resulting  from  the  rate  charged  was  12.13  mills  and 
that  under  the  rate  as  claimed  it  was  6.97  mills,  as  compared 
to  ton  mileages  from  other  Nebraska  and  Kansas  pits  ranging 
from  5.80  to  6.75  mills.  Manker  said  if  the  Commission  found 
the  rate  as  paid  to  be  reasonable,  it  would  have  to  order  the 
packing  company,  which  used  the  sand  in  making  scouring 
powder,  to  pay  $4.96  undercharges,  because  when  the  sand  was 
weighed  in  Chicago  the  figures  did  not  agree  with  the  carriers' 
by  1,140  pounds. 

C.  B.  Ackerman,  for  the  Director-General,  said  the  25-cent 
rate  was  a  concession  to  stimulate  the  movement  of  a  com- 
modity the  value  of  which  was  largely  the  product  of  trans- 
portation. He  said  that  the  granting  of  that  concession  could 
not  be  taken  as  an  admission  of  reasonableness.  He  claimed 
rate  comparisons,  which  he  introduced,  showed  43.5  cents  to  be 
a  normal  rate. 

Cherries,  Lewiston,   Ida.,  to  Boston 

No.  13681,  which  involved  the  movement  of  a  car  of  pre- 
served cherries,  in  barrels,  from  Lewiston,  Ida.,  to  Boston,  Mass., 
on  June  28,  1919,  resolved  itself  largely  into  a  matter  of  classifi- 
cation. The  complaint  was  against  the  commodity  rate  of  $1.065 
as  charged,  which  was  alleged  to  be  unreasonable  to  the  extent 
it  exceeded  a  rate  of  90.5  ce"nts  contemporaneously  in  effect  on 
the  same  commodity  in  glass,  earthenware  or  metal  cans,  boxed. 
When  so  packed,  the  fruit  took  the  lower  rate,  with  a  60,000- 
pound  minimum,  under  item  200-B  of  Countiss'  eastbound  tariff 
I.  C.  C.  1042.  Item  390-B,  however,  provided  for  the  application 
of  the  $1.065  rate  on  fruit  "in  bulk  in  wood." 

Manker  said  the  higher  rate  on  the  fruit  in  the  less  danger- 
ous package  was  unreasonable  and  said  that  was  proved  by 
the  fact  that  the  Director-General  amended  the  tariff  on  Feb- 
ruary 28,  1920,  the  last  day  of  federal  control,  so  as  to  make 
the  lower  rate  apply  to  the  barreled  preserves.  He  also  pointed 
out  that  in  the  Consolidated  Classifications  all  packages  were 
included  in  the  preserved  fruit  item  which  classified  that  com- 
modity fifth  class  in  all  territories.  The  same,  he  said,  was 
true  of  preserved  fruit  moving  transcontinental^  westbound. 

Ackerman  claimed  the  low  rate  on  the  fruit  in  glass  and 
earthenware  was  due  to  water  competition,  because  those  pack- 
ages were  particularly  adaptable  to  movement  in  ships.  He 
said  that  the  reasonable  rate  was  the  class  rate  of  $2  and  that 
anything  below  that  was  depressed.  He  also  maintained  that 
the  only  question  involved  was  one  of  discrimination  against 
the  barrels  and  in  favor  of  the  bottles  and  cans,  and  he  said 
that  if  that  was  true  the  Commission  ought  to  prescribe  the 
removal  of  the  discrimination  by  raising  the  lower  rate  to  the 
level  of  the  higher. 

Tomatoes,  Garland,  N.  C.,  to  Jacksonville,  Fla. 

The  last  of  the  three  cases,  No.  13682,  also  involved  a  single 
car — one  loaded  with  canned  tomatoes,  and  moving  from  Gar- 
land, N.  C.,  to  Jacksonville,  Fla.,  on  September  2,  1918.  The 
fifth  class  rate  of  57.5  cents  was  applied,  while  at  the  same 
time  a  class  rate  of  51.5  cents  and  a  commodity  rate  of  31.5 
cents  were  in  effect  from  Richmond,  Va.,  a  more  distant  point. 
Manker  said  that  he  thought  a  commodity  rate  of  35  cents  would 
have  been  reasonable  for  the  car  from  Garland  to  Jacksonville, 
and  he  asked  for  reparation  down  to  that  rate,  amounting  to 
$141.30.  The  lower  rate,  he  said,  was  established  four  months 
after  the  car  moved. 


He  and  his  firm  came  in  for  a  scathing  indictment,  from 
Ackerman,  who  insisted  that  Armour  &  Co.  were  trying  to 
break  down  the  class  rate  structure  generally. 

"Armour  &  Co.  are  the  only  people  who  have  been  coming 
to  the  Commission  repeatedly  asking  for  reparation  on  ship- 
ments that  moved  under  class  rates.  It  seems  that  all  they 
need  is  to  find  some  commodity  rate,  on  the  goods  they  are  ship- 
ping, somewhere  in  the  general  territory  where  the  movement 
occurred  and  they  immediately  seize  upon  it  as  an  excuse  to 
claim  the  class  rate  unreasonable.  If  class  rates  do  not  prop- 
erly apply  to  sporadic  shipments  such  as  the1  three  discussed 
today,  the  Commission  might  just  as  well  abolish  carload  class 
rates  entirely." 

Manker  replied  to  this  indictment  spiritedly.  "Since  the 
end  of  federal  control,"  he  said,  "it  has  not  been  necessary  for 
us  to  file  a  single  formal  complaint.  We  have  been  just  as 
careful  in  checking  our  rates,  and  I  do  not  think  the  railroads 
have  been  giving  us  more  than  we  should  have.  Therefore,  we 
cannot  but  believe  these  cases  are  here  because  the  Director- 
General  insists  on  fighting  them  out,  rather  than  because  we 
have  any  desire  to  evade  the  payment  of  just  and  reasonable 
freight  charges." 


REVENUE  FREIGHT  LOADING 

A  slight  drop  in  revenue  freight  loading  was  reported  for 
the  week  ended  May  6,  the  total  number  of  cars  being  755,749 
as  against  758,286  in  the  week  ended  April  29,  according  to  the 
weekly  report  of  the  car  service  division  of  the  American  Rail- 
way Association.  In  the  corresponding  weeks  of  1921  and  1920 
the  loadings  totaled  721,722  and  843,184  cars,  respectively. 

Coal  loading  was  practically  the  same  in  the  week  ended 
May  6  as  in  the  preceding  week,  the  total  being  75,410  as  against 
75,632  in  the  preceding  week. 

Increases  were  reported  in  the  loading  of  grain  and  grain 
products,  live  stock,  coke,  merchandise,  L.  C.  L.,  and  decreases 
in  the  loading  of  coal,  forest  products,  ore,  and  miscellaneous 
freight. 

The  loading  by  districts,  in  the  week  ended  May  6  and  the 
corresponding  week  of  1921,  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,032  and  6,558; 
live  stock,  3,018  and  2,668;  coal,  8,224  and  39,626;  coke,  1,332 
and  907;  forest  products,  5,161  and  5,483;  ore,  2,056  and  2,019; 
merchandise,  L.  C.  L.,  70,272  and  57,650;  miscellaneous,  82,391 
and  64,817;  total,  1922,  181,486;  1921,  179,728;  1920,  190,735. 

Allegheny  district:  Grain  and  grain  products,  1,991  and 
2,188;  live  stock,  2,971  and  2,961;  coal,  12,240  and  44,078;  coke, 
4,315  and  2,370;  forest  products,  2,913  and  2,195;  ore,  2,377  and 
1,410;  merchandise,  L.  C.  L.,  49,790  and  42,854;  miscellaneous, 
66,055  and  45,901;  total,  1922,  142,652;  1921,  143,957;  1920,  175,- 
326. 

Pocahontas  district:  Grain  and  grain  products,  187  and  124; 
live  stock,  47  and  86;  coal,  25,922  and  21,673;  coke,  300  and  160; 
forest  products,  1,390  and  1,082;  ore,  31  and  32;  merchandise, 
L.  C.  L.,  6,079  and  5,069;  miscellaneous,  4,056  and  3,665;  total, 
1922,  38,012;  1921,  31,892;  1920,  32,874. 

Southern  district:  Grain  and  grain  products,  3,349  and  3,173; 
live  stock,  2,038  and  1,944;  coal,  21,085  and  18,375;  coke,  585  and 
493;  forest  products,  18,243  and  13,930;  ore,  953  and  634;  mer- 
chandise, L.  C.  L.,  37,465  and  35,367;  miscellaneous,  41,631  and 
34,111;  total,  1922,  125,349;  1921,  108,027;  1920,  129,766. 

Northwestern  district:  Grain  and  grain  products,  11,209  and 
7,900;  live  stock,  8,078  and  6,845;  coal,  2,850  and  3,664;  coke, 
1,265  and  448;  forest  products,  16,850  and  13,651;  ore,  3,815  and 
7,277;  merchandise,  L.  C.  L.,  30,308  and  26,960;  miscellaneous, 
35,331  and  30,623;  total,  1922,  109,706;  1921,  97,368;  1920,  137,828. 

Central  Western  district:  Grain  and  grain  products,  10,495 
and  10,236;  live  stock,  11,691  and  10,403;  coal,  3,347  and  13,592; 
coke,  151  and  166;  forest  products,  5,693  and  5,334;  ore,  2,096 
and  773;  merchandise,  L.  C.  L.,  33,105  and  30,869;  miscellaneous, 
38,403  and  31,592;  total,  1922,  104,981;  1921,  102,965;  1920,  113,523. 

Southwestern  district:  Grain  and  grain  products,  3,862  and 
4,526;  live  stock,  2,653  and  2,413;  coal,  1,742  and  3,866;  coke, 
176  and  147;  forest  products,  6,682  and  6,441;  ore,  438  and  649; 
merchandise,  L.  C.  L.,  15,926  and  16,517;  miscellaneous,  21,884 
and  23,227;  total,  1922,  53,563;  1921,  57,786;  1920,  63,132. 

Total,  all  roads:  Grain  and  grain  products,  40,125  and  34,- 
705;  live  stock,  30,496  and  27,320;  coal,  75,410  and  144,874;  coke, 
8,124  and  4,691;  forest  products,  57,132  and  48,116;  ore,  11,766 
and  12,794;  merchandise,  L.  C.  L.,  242,945  and  215,286;  miscel- 
laneous, 289,751  and  233,936;  total,  1922,  755,749;  1921,  721,722; 
1920,  843,184. 


GUARANTY  APPLICATIONS   DISMISSED 

The  Commission  has  dismissed  applications  of  the  Mount 
Gilead  Short  Line  and  of  the  Erie  Terminals  Railroad  Company, 
under  section  209  of  the  transportation  act,  holding  that  they 
would  get  the  benefits  of  the  guaranty  through  the  operating 
companies,  the  C.  C.  C.  &  St.  L.  and  the  New  York,  Susquehanna 
&  Western,  respectively. 


May  20,  1922 
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PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  IMS 

General  Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


LTIMOM 


PLYMOUTH 
LONDON 
LONDONDERRY 
CHERBOURG 


MONTREAL 
BOSTON 

•Ml 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 


PHILADELPHIA 
PORTLAND.  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


Import  mnd  Cjporf  Freight  Shtpmtntt  Solicited 

COMPANY'S  OFFICES.  Cua*4J  Balldlag.  CHICAGO 
S.  W.  Cor.  Daaihimi  .rvd  Randolph  SB*.  T.l.phana  Central  IOM 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 

710-11-12  Laclede  Gas  Light  Building      ST.  LOUIS,  MO. 


I.  L  BURLING  AM  E.  Pr.iid.nl 

W.  E.  McGARRY.   Vicr-Pr.i.  and  Gen'l  M(r. 

J.   C.   RYAN.  Traftc   M.niftr 


J.  F.  ROACH, 

Manager  Demurrafe  Dcpt. 
ARTHUR  E.  HAID.  Counsel 


These  officers  have  had  years  of  experience  in  railroad 
service  and  are  in  position  to  render  expert  service  to  ship- 
pers anywhere  in  the  United  States. 

We  organize  traffic  departments  for  any  business  or  com- 
mercial body,  place  high-class  managers  in  charge  and 
fully  support  it  from  our  general  office. 

We  furnish  consulting  service  to  your  Traffic  Depart- 
ment, if  you  have  one,  or  will  give  you  expert  traffic  de- 
partment service  if  you  cannot  afford  to  have  a  department 
of  your  own. 

We  furnish  rates;  routes;  handle  rate  cases  with  rate 
committees;  prepare  and  handle  cases  before  the  Interstate 
Commerce  Commission,  State  Public  Service  Commissions, 
or  in»any  Court. 

We  trace  lost  or  delayed  shipments;  assist  in  securing 
cars  for  loading;  furnish  embargo  information,  finding  open 
routes  or  secure  permits. 

We  look  after  our  clients'  business  during  railroad 
strikes,  congestions,  or  other  transportation  emergencies. 

We  audit  freight  and  demurrage  bills  and  secure  refund 
of  overcharges. 

Consultation  service  furnished  on  engineering  problems 
involving  plant  locations,  track  layout,  etc. 

Inquiries  solicited.  Last  of  satisfied  clients  furnished  on 
request. 

Reference:  Union  Station  Trust  Co.,  St.  Louit,  Mo. 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rat**  and  f  articular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship   Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


PhlUdrlptii. 
lit  S.  TfcJrd  St. 

Pituhurth 
HIT    Oli'.r    Bulldln. 

(Urmnitah.    Ga. 
ft.Ta.iuli  Bank  *  Trait  Bide. 

LM    Ant-tit..    Cat 
417     V.a     N.ra    Bide. 


N.w   T.rk 
41     Bro.dw.r 

QrraUnd 
144  Tka  Arad* 

n.ki.nd.  r.i. 

Parr   Tfrmiml 
P.rtland.    On. 
Ml    Till.   *   Trait   Bide. 


14*1    L,   C.   Smith   Bide..   BMttl*.    W..K. 
4*1   Elllcott   8*.    Bide..   Buffalo.   N.   T. 


The  warehouse  companies  listed  in  this  ad- 
vertisement have  the  best  facilities  in  the 
country's  foremost  distributive  centers. 
They  are  eager  to  co-operate  with  you  col- 
lectively, through  Distribution  Service,  Inc., 
or  individually,  as  best  meets  your  needs. 

Distribution  Service,  Jta 

123  W.  Madison  StXMcago.  m. 
^Representing: 

BIRMINGHAM 

Harria  Tranalw  *  War.haiM  Ca. 


CHICAGO 

Carriw-U.  WanUu.  Ca. 

CLEVELAND 

Ninth  SttM<  Trrmm.l  W.r.t»... 
Ca. 

DENVER 

TU  W.«k.r  TranJw  a  Slaraf* 
Ca. 

EL  PASO 

Inltriulwoal  "ililiiin  Ca. 

FORT  WORTH 

8<n7wi 

HOUSTON 

••W- 

KANSAS  CITY 
CaMnl  Stmt.  Ca. 


LOS  ANGELES 

Uniaa  T.rmin.1  W.,.h«i..  Ca. 


LOUISVILLE 

L~m,,M.  PaMk  Warth.ua.  Ca. 

OMAHA 

GardM    F«.f,~l    W.r.hMa*    a 
Van  Ca. 

PHILADELPHIA 

Trrminil    WinUuif   4   Tran>l« 
Ca. 

PORTLAND 
Or.fMi  Tranilw  Ca. 

SAN  FRANCISCO 

San  FrafKiac.  Warahaaa.  Ca. 

ST.  LOUIS 
S.  N.  Laai  WaraUaaa. 

ST.  PAUL 

Cantral  War«bna«  Ca. 
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PARCEL  POST  RATES 

The  Traffic  World  Washington  Bureau 

Postmaster-General  Work  has  notified  the  Commission  that 
bis  department,  in  conjunction  with  the  joint  commission  on 
postal  service,  is  about  to  embark  on  an  investigation  of  the 
revenues  and  costs  of  performing  parcel  post  service  and  ascer- 
tain the  relation  of  the  cost  of  the  parcel  post  service  to  the 
receipts  and  expenditures  of  the  department.  When  those  re- 
sults were  known,  he  said,  it  would  be  his  duty  to  present  them 
to  the  Commission,  so  far  as  the  parcel  post  matter  is  concerned, 
with  appropriate  recommendations  for  changes  in  rates  on 
parcel  post,  as  required  by  the  act  of  1912.  Parcel  post  rates, 
he  said,  were  based  on  cost  studies  based  on  the  weighing  of 
the  mails  in  1907,  since  which  time  the  volume  of  parcel  post 
mail  and  costs  generally  have  greatly  increased. 

The  letter  sent  by  Postmaster-General  Work  to  the  Inter- 
state Commerce  Commission,  the  Joint  Postal  Commission  and 
the  House  committee  on  appropriations,  relative  to  a  revision  of 
parcel  post  rates,  follows: 

I  am  presenting  to  you  for  your  Information  at  this  time 
some  general  facts  regarding  the  parcel  post  system  in  its  rela- 
tion to  receipts  and  expeditures  of  the  Post  Office  Department. 

The  act  of  Congress  amending  the  law  with  reference  to  mail 
matter  of  the  fourth  class  and  establishing  what  is  commonly 
known  as  the  "Parcel  Post  System"  was  passed  August  24,  1912, 
(37  Stat.  537),  and  became  effective  January  1,  1913. 

The  rates  provided  by  the  act  were  those  finally  adopted  by 
the  Congress  based  in  a  measure  upon  the  estimates  submitted 
by  the  Department  as  to  what  rates  would  be  adequate  to  cover 
the  cost  of  cawying  and  handling  such  matter  in  the  mails.  Those 
rates  were  based  upon  estimated  cost  per  pound  of  transporting 
and  of  handling,  respectively,  fourth  class  mail  matter  under 
conditions  existing  during  1908-1911.  As  most  of  the  expenses 
for  conducting  the  Postal  Service  are  common  to  all  classes  of 
mall  matter  any  estimated  cost  for  carrying  or  handling  the  indi- 
vidual classes  must  be  based  upon  apportionments  of  sucn  com- 
mon expenses.  Such  apportionments  may  be  made  upon  various 
ratios  applicable  to  different  expenditures  and  dependent  upon 
the  special  elements  involved.  It  is  obvious  that  under  these 
circumstances  the  relative  weights  of  the  several  classes  of  mail 
matter  and  the  relative  number  of  pieces  of  such  classes  will 
have  a  radical  effect  upon  those  ratios  and  consequently  upon 
the  division  of  expenses  to  which  they  are  applied. 

The  weighing  of  1907  (the  results  of  which  were  used  in  the 
Department's  estimate)  showed  that  fourth  class  matter  was  4.79 
per  cent  of  the  total  weight  of  all  mail  matter.  •  The  inaugura- 
tion and  development  of  the  parcel  post  system  has  greatly  added 
to  the  relative  weight  of  what  was  then  known  as  fourth  class 
matter  and  has  added  a  vast  weight  of  other  matter,  such  as 
farm  and  factory  products  and  articles  of  general  merchandise, 
which  were  not  extensively  carried  in  1907.  It  is  estimated  that 
at  present  fourth  class,  or  parcel  post  matter,  is  approximately 
60  per  cent  of  the  weight  of  the  entire  mails.  It  is  obvious  there- 
fore that  in  any  ascertainment  of  cost  per  pound  or  unit  of  serv- 
ice made  at  this  time  fourth  class,  or  parcel  post  matter,  would 
be  assigned  a  greatly  increased  proportion  of  common  expenses. 

Not  only  have  the  conditions  mentioned  above  changed,  but 
the  rates  per  unit  of  service  for  railroad  transportation,  espe- 
cially, and  for  all  other  transportation,  generally,  and  the  salaries 
of  the  postal  employes  in  the  field,  including  those  in  the  post 
offices,  the  Railway  Mail  Service,  and  the  Rural  Delivery  Service, 
have  all  been  greatly  increased  in  recent  years  and  since  the  in- 
auguration of  the  parcel  post  system  under  the  rates  above 
mentioned. 

In  the  case  of  the  pay  for  railroad  mail  transportation,  the 
Interstate  Commerce  Commission's  order  of  1919  increased  those 
rates  approximately  60  per  cent.  The  salary  legislation  of  Con- 
gress, including  the  acts  passed  during  the  war-period  and  the 
reclassiflcation  act,  increased  salaries  very  materially.  The  aver- 
age annual  salary  of  assistant  postmasters  was  increased  from 
1913  to  1921,  65  per  cent;  those  of  supervisory  employes  and 
clerks  in  first  and  second  class  post  offices,  36  per  cent;  those  of 
carriers  in  the  city  delivery  service,  over  35  per  cent;  those  of 
the  division  superintendents,  Railway  Mail  Service,  40  per  cent: 
those  of  assistant  division  superintendents,  60  per  cent;  those  of 
chief  clerks,  Rail*vay  Mail  Service,  66  per  cent,  and  those  of  the 
lailway  postal  clerks,  74  per  cent.  Corresponding  increases  were 
made  in  the  average  salaries  of  rural  carriers.  The  importance 
of  these  increases  will  be  realized  when  it  is  known  that  of  the 
$522,980,808  of  audited  expenditures  on  account  of  the  fiscal  year 
1921,  those  for  the  services  above  mentioned  aggregated 
$333,547,888. 

It  is  evident  that  in  any  estimate  of  cost  of  handling  the 
several  classes  of  mail  matter  these  increases  in  cost  per  unit 
of  service  and  in  cost  in  the  individual  salaries  of  postal  em- 
ployes would  add  materially  to  the  cost  of  handling  per  pound, 
even  if  the  relative  weights  and  numbers  of  pieces  of  the  several 
classes  of  mail  matter  had  remained  the  same  as  they  were  in 
1907  and  1912. 

As  the  revenues  received  from  parcel  post  matter  are  pro- 
duced by  rates  fixed  by  the  act  of  1912,  then  estimated  to  be  little 
more  than  sufficient  to  cover  the  cost  of  performing  the  service, 
it  is  obvious  that  the  revenue  now  received  on  such  matter  must 
be  far  below  the  actual  and  apportioned  cost  for  that  service 
under  the  conditions  now  existing.  What  that  difference  or  loss 
in  the  aggregate  is  has  not  been  definitely  ascertained  for  the 
reason  that  the  Department  is  not  in  possession  at  present  of 
sufficient  data  as  to  weights,  number  of  pieces,  average  hauls, 
and  other  elements  necessary  for  use  in  apportioning  common 
expenses,  to  enable  it  to  reach  an  accurate  conclusion.  It  can 
not  be  successfully  controverted,  however,  that  the  loss  is  very 
great. 

The  Department  is  proceeding,  in  conjunction  with  the  Joint 
Commission  on  Postal  Service,  to  secure  the  necessary,  adequate 
data  and  to  make  an  estimate,  based  upon  existing  conditions,  as 
to  the  revenue  derived  from  the  several  classes  of  mail  matter, 
the  cost  of  carrying  and  handling  them,  and  the  gain  or  loss  per 
pound,  respectively.  When  these  results  are  known,  it  will  be 
the  duty  of  the  Postmaster  General  to  present  them  to  the  In- 
terstate Commerce  Commission,  so  far  as  parcel  post  matter  is 
concerned,  with  appropriate  recommendation  for  changes  in  rates 
»f  postage  thereon,  as  contemplated  by  the  act  of  1912  and  the 
amendatory  act  (39  Stat.  431). 


In  reply  to  the  letter  Secretary  McGinly  of  the  Commission 
said  the  letter  would  be  brought  to  the  attention  of  the  Com- 
mission, but  that  he  understood  that  no  action  by  the  Commis- 
sion was  desired  until  the  proposed  changes  were  submitted  to 
it  for  approval. 

"In  view  of  the  fact  that  increased  costs  of  handling  parcel 
post  mail  necessitates  a  corresponding  advance  in  parcel  post 
rates,  Postmaster-General  Hubert  Work  is  writing  to  a  large 
number  of  parcel  post  users  to  get  their  views  on  the  proposed 
change,"  the  Post  Office  Department  announced  this  week. 

"Two  remedies  have  been  suggested:  1.  To  enact  a  serv- 
ice charge  of  one  or  two  cents  on  each  parcel  mailed,  regardless 
of  weight  or  zone.  2.  To  readjust  rates  by  weight  and  zone. 

"The  replies  which  the  Postmaster-General  will  receive  from 
large  users  of  parcel  post  are  expected  to  carry  weight  with  the 
post  office  department  in  its  decision." 


LOADING  OF  AGRICULTURAL  PRODUCTS 

In  an  analysis  of  the  extent  to  which  car  capacity  was  util- 
ized in  1921  and  1920  in  loading  the  principal  products  of  agricul- 
ture, accompanied  by  charts,  the  car  service  division  of  tin1 
American  Railway  Association  says  it  was  shown  that  grain  loads 
heavily  and  substantially  utilizes  the  full  carrying  capacity  of 
the  cars;  that  flour,  meal  and  other  mill  products,  while  phys- 
ically capable  of  similar  heavy  loading,  in  actual  practice  load 
much  below  the  carrying  capacity;  that  potatoes,  although  sus- 
ceptible to  heavy  loading,  actually  average  a  very  light  load,  and 
that  cotton,  largely  on  account  of  the  volume  of  low-density  ship- 
ments, loads  very  light. 

The  division  says  there  was  a  substantial  loss  in  average 
tons  per  car  loaded  in  1921  as  compared  with  1920,  and  in  dis- 
cussing the  effect  of  that  loss  in  loading  efficiency  on  railroad 
operating  results,  it  said: 

It  will  be  noted  that  the  cars  used  in  1921  which  need  not 
have  been  used  had  the  average  loading  in  1920  been  maintained, 
runs  as  high  as  18.6%  of  the  entire  movement  in  the  case  of  flour 
and  meal  in  the  third  quarter,  and  in  the  second  and  fourth  quar- 
ters the  percentage  is  almost  as  high.  There  was  also  a  high 
percentage  of  cars  used  unnecessarily  on  the  same  basis  in  load- 
ing other  mill  products.  The  losses  in  other  agricultural  com- 
modities do  not  run  comparatively  as  heavy  but  are  considerable 
in  the  aggregate. 

The  actual  addition  to  operating  expenses  of  the  railroads  by 
such  reduced  loading  per  car  cannot  be  definitely  determined,  but 
obviously  is  an  important  factor.  All  of  the  commodities  named 
average  a  relatively  long  haul  and  the  general  movement  is  from 
the  West  and  South  to  the  East  and  North.  That  is  to  say,  this 
traffic  moves  largely  in  the  direction  of  the  prevailing  loaded 
traffic  movement  of  the  country.  Such  conditions  inevitably  in- 
volve an  empty  car  movement  in  the  reverse  direction  to  return 
equipment  to  producing  territory.  Therefore,  every  car  of  agri- 
cultural products  loaded  to  less  than  full  carrying  capacity  in- 
creases the  unproductive  return  empty  mileage  expens'e  to  the 
railroads.  Estimating  as  accurately  as  possible  the  average 
loaded  haul  of  the  129,413  cars  that — on  the  basis  of  the  previous 
year's  performance — were  wastefully  used,  it  may  safely  be  said 
that  over  three  million  dollars  were  added  to  railroad  operating 
expenses  in  1921  by  reason  of  these  commodities  alone  being 
loaded  lighter  than  in  1920. 

LOADING   OF   AUTOMOBILES 

The  heaviest  loading  of  automobiles  in  railroad  freight  cars 
ever  known  took  place  in  April,  1922,  according  to  circular  CSD- 
106,  sent  to  railroads  by  M.  J.  Gormley,  chairman  of  the  car 
service  division  of  the  American  Railway  Association.  The  pur- 
pose of  the  circular  is  to  warn  carriers  to  make  as  efficient  use 
as  possible  of  automobile  freight  cars.  The  circular  follows: 

Figures  reported  by  the  National  Automobile  Chamber  of 
Commerce  indicate  that  the  factory  shipments  of  automobiles  for 
the  first  four  months  of  this  year,  compared  with  last  year,  are 
as  follows: 

Carloads  Driveaways  Boat 

1922          1921  1922  1921  1922  1(121 

January    15,357  6,485  7,479  3,185  143  93 

February     ..      19,636  9,986          10,173  7,507  180  99 

March    27,380          16,287          16.766  9,939  560  75 

April    *30.200          20,187        *22,500          14,197        *3,200          1,619 

•Partly  estimated. 

On  this  basis  it  is  estimated  that  213,000  passenger  cars  and 
trucks  were  produced  by  all  makers  in  April.  This  would  be  an 
increase  of  35%  over  April.  1921,  and  24%  over  March,  1922. 

The  heaviest  shipping  previously  recorded  was  in  March,  1920. 
when  29,326  carloads  and  57.273  driveaways  and  boat  shipments 
were  made,  and  approximately  220,000  cars  and  trucks  produced. 
Thus  April  appears  to  have  set  a  recrod  for  rail  shipping,  due  to 
more  adequate  car  supply,  and  is  second  in  number  of  machines 
produced  in  one  month. 

In  order  that  continued  heavy  production  at  automotive  plants 
may  be  fully  supplied  with  rail  transportation  it  is  highly  im- 
portant that: 

(1)  Automobile  cars  be  moved  promptly,  loaded  or  empty,  to 
owners  or   nearest  automotive   producing   territory. 

(2)  Cars  be  not  loaded  with  traffic  which  takes  them  out  of 
route   either   to    the    owner   or    to   the    territory    where   this   equip- 
ment   is    required    for   automotive    loading. 

(3)  Automobile  cars  be  not  loaded  with  commodities  such  as 
cement,  lime,  plaster  and  other  bulk  freight  that  leaves  a  residue 
of   dust    in    the    oar    that   will    damage    the   finish    of    automobiles 
when   later  used   for  that  loading.      Many   hundreds  of  automobile 
cars  have  been  rejected  at  automobile  plants  for  this  reason,  and 
in  view   of   the   generally  ample   supply   of   other   suitable   equip- 
ment  such   service   for  automobile   cars   is   not  justified. 

(4)  Owners  give  such  special  attention  as  may  be  necessary 
to    the    repair    of    automobile    cars    to    keep    sufficient    number    in 
service  to   supply  demands. 
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Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco. 

Portland.  Tacoma.  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "NYANZA"       From  the  Gulf,  about  May  20th 

SS  "AGWIDALE May  29th 

SS  "DELCO"  Early  Jun« 


SS 
SS 
SS 
SS 
SS 


OSAGE"  From  the  Pacific  Coast,  1st  half  May 

REDHOOK  ........  "       2nd  half  May 

ELDORADO"       "       "         "  "       Middle  June 

AGWIDALE  ........  "       2nd  half  June 

'NYANZA"  ......  "       Late  June 


Rats*  quoted. 


and  other  information  furnlabed 


THE  STEELE   STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  A  GEM  IB 

630  Common  St.,  New  Orleans,  La. 

•teeJeattdg. 

>•».  T.««l 


SWAYNT  *  HOYT.  In*. 

i  St. 
>tV 


M  Broad  St. 

•  citr 


"Ship  by  Water" 

PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

TO 

San  Francisco.  Oakland 
Los  Angeles,  Portland,  Seattle 

FROM 

New  York,   Baltimore 
Norfolk,        Philadelphia 


Thru  bills  of  Udint  to  San  Dieco.  Stockton  and  Sacramento.  California  ; 

Astoria,  Oregon:  Tacoma.  Washington;  Vancouver,  Victoria, 

B.C.;  Hawaiian  and  Far   East  Ports. 

tot  rates.  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

Moore  and  Water  Street*,  New  York     Telsehen..  Be.lini  G,«n  7JI4 


Baltimore.  Md. 
M  South  Street 


Philadelphia,  Pa. 

Dreiel   Building 


Pittsburgh,  Pa. 
Oliver  Building 


And  at  our  Branch  Offices  at  ports  of  call,  etc. 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via   PANAMA    CANAL 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calling  at  Norfolk.  Va.j  Cortnto.  Nicaragua.  La  Libert  ad.  Vlvadori 
San  Joee  de  Guatemala  and  MansaniTlo     Havana.  Eaatbound  ' 

5.5.   ECVADO*  ••ill  rVom   N*»  Kor*   Mmi   JJnd 
5.5.  SANTA  ANA  tei/>  from  Smn  r~r.nn.ro  Jan,  e(n 

Smlllnc*  about  eree-y  17  dars  thersa/les- 
AJ  (Saw  Yea*  SaJUno  t*am>  Pier  Si.  Ailani lc  TermbuJ.  Sjiufcli" 

PANAMA  SERVICE 

•eteeea  Saa  FrMclata.  Us  Aarrias.  Mishl.  Cam*.!  Urtai  toe  Caaal  Zaa.. 

5.5.  CUBA   ••>/•    /rofn    5a-n  Fra-firt'er*  Mar  *•«» 

and  Sailings  about  everv  XI  davs  thereafter 

PACIFIC  MAIL  S.  S.  COMPANY 


IS  Ha 


m  Square,  New  York  CM  California' St..  San 

•M  Sa>.  Spring  St..  AJesandrla  Hotel.    Loa  Ang.lee 


'The  Sunshine  Belt  to  the  Orient1 


TRANS-PACIFIC  SERVICE 

M*  t.  Honolulu.  Yah. Kama.  Kobe, 
Manila.  HnnasMng 


Pa* 


inr  and  Frvif  ht  Sailing  •  by  New  and  Lmrarioo*  U.  3. 
Shippinc  Hoard  Linen 

S.S.  President  Taylor  (-^^—  .*.'Tr)  sails  June  3rd 
S.S.  President  Wilson  (  -i£?£.-)  sails  June  24th 
S.S.  President  Lincoln  (^ZSsLr')  «*•!«  J"b7  22d 

and   approxirnateljr  *vtry  21  day*   thereafter. 

San  Fr»dsco-M  ANlLA-Hoagkoi|  Service  via  lonolola 

5.5.  Prttidtnt  Harriton    lorrorrli  "Wolvrrine  SUIe"    Junt  Itt 
S.S.    Prnidtnt  Hayti    formerly  "Creole  Slitr"  <    .     .      July  61  ft 

and  everv  IS  dars  thereafter 

WrMiaf  »e»«.  aV  *mH 


a/  taafMf  laes»«f  »•  m*4tr»m 

1W  Mtaa  amd  atbar  lafiiauM  I  apvty  la  »aj  reflfnad  at 

PACIFIC  MAIL  STEAMSHIP  CO. 

•M  CaJUomU  *..  San  Framtfaao  10  HsaiiPai 

St..  AJ«maiM»rU  Hotel.    Loa  Ai>c«laa 
vne.,  U.  S.  M»Ws-.  lfc»r^ 


N.  Y. 


DOLLAR  LINE 

Express  Freight  Steamers  Monthly 

Atlantic-Oriental  Service 

Boston,  New  York  and  Norfolk  to  Yokohama,  Kobe, 
Shanghai,  Hongkong,  Manila  and  Singapore 

Atlantic-Pacific  Coast  Service 

New  York  and  Baltimore  to  Los  Angeles  i  Wilmington) , 
San  Francisco,  Seattle  and  Vancouver,  B.  C. 

Mediterranean-Atlantic  & 
Pacific  Service 

Genoa   and   Marseilles  to  New   York,  Boston,  Los 
Angeles  (Wilmington)    and  San  Francisco 

For  rates,  Railings  and  other  information  apply  to 

DOLLAR  STEAMSHIP  LINE 


CHICAGO 

HARRIS  TRUST  BLDG. 

Central  WOf 

BOSTON 
111  SUMMER  ST. 

Beach  SIM 


NEW  YORK 
11  MOORE  ST. 

Bowling  Green  SSI  I 

CLEVELAND 
BANGER  BLDG. 

Prospect  1SS3 
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PERE  MARQ.  BRANCH  ABANDONMENTS 

The   Traffic    World   Washington  Bureau 

In  two  proposed  finance  reports,  Examiner  Haskell  C.  Davis 
bas  recommended  to  the  Commission  that  certificates  be  issued 
authorizing  the  Pere  Marquette  to  abandon  its  Freeport  branch, 
which  extends  from  a  connection  with  the  Detroit  division  of  the 
applicant's  railroad,  at  a  point  near  Elmdale  station,  in  a  gen- 
eral southerly  direction  to  Freeport,  Mich.,  a  distance  of  6.23 
miles,  and  also  19.67  miles  of  line  from  a  point  near  White  Cloud 
on  its  Grand  Rapids-Petoskey  line,  to  a  point  in  Big  Rapids, 
Mich. 

Objection  to  the  abandonment  of  the  Freeport  branch  was 
made  by  shippers  and  citizens  of  Freeport  and  vicinity.  A 
hearing  was  held  by  the  Michigan  commission  for  the  Commis- 
sion in  the  matter.  Freeport  has  a  population  of  398,  according 
to  the  1920  census,  the  examiner  said.  In  the  thirty  months  be- 
ginning January  1,  1919,  and  ending  June  30,  1921,  the  Michigan 
commission,  in  a  case  involving  application  of  the  company  to 
reduce  train  service,  found  a  deficit  of  about  $30,000.  The  exam- 
iner said  if  the  freight  revenues  were  allocated  to  the  branch 
on  a  mileage  prorate  basis  the  total  deficit  would  have  been 
167,222.31. 

The  protestants  asserted  that  the  proposed  abandonment 
would  result  in  great  loss  and  damage  to  a  large  number  of 
people;  that  farmers  would  be  required  to  make  longer  hauls 
to  a  railroad  station;  that  the  value  of  farm  lands  would  be 
greatly  depreciated;  and  that  the  Freeport  merchants  would 
lose  the  farmers'  trade,  because  the  latter  would  buy  at  the 
points  where  they  sold  their  products. 

"If  this  branch  were  abandoned,"  the  examiner  said,  "the 
distance  from  Freeport  to  a  railroad  station  would  be  6.23  miles> 
All  the  farmers  in  th£  surrounding  country  are  located  within 
nine  miles  of  either. 

Hastings  or  Alto,  which  towns  they  can  reach  by  means  of 
the  improved  highway  which  runs  from  Alto  to  Hastings  through 
Freeport.  -Both  of  these  towns  have  railroad  facilities.  The 
length  of  haul  does  not  appear  to  be  a  controlling  factor  in  de- 
termining where  farmers  will  do  their  shipping.  It  appears  that 
this  depends  upon  the  price  paid  for  their  products.  If  prices 
are  higher  at  Alto  or  Hastings  than  at  Freeport,  they  haul  to  the 
former  towns.  There  are  a  number  of  farmers'  co-operative  asso- 
ciations in  the  territory  tributary  to  this  branch  line,  one  of 
which  has  its  headquarters  at  Freeport  It  is  stated  that  if  a 
man  is  a  member  of  a  farmers'  co-operative  association  with 
headquarters  at  some  other  town  than  Freeport,  he  hauls  to 
that  town,  regardless  of  distance." 

The  examiner  doubted  that  there  would  be  little,  if  any, 
depreciation  in  the  value  of  farm  land  because  of  the  number 
of  improved  highways  and  the  development  of  motor  transporta- 
tion. He  said  while  the  proposed  abandonment  might  result  in 
diverting  some  business  from  Freeport,  it  was  probable  that  that 
would  be  largely  controlled  by  the  question  of  prices.  He  said 
it  appeared  that  the  line  has  not  been  and  cannot  be  operated 
except  at  a  large  loss  and  that  the  public  need  of  the  service 
was  small. 

Protest  also  was  made  against  the  proposed  abandonment 
of  the  White  Cloud-Big  Rapids  line  of  19.67  miles.  The  deficit  on 
this  line  for  the  period  January  1,  1919,  to  June  30,  1921,  was 
$66,584.29.  The  protestants  said  the  territory  traversed  by  the 
line  was  in  the  transition  period  between  the  timber  and  lum- 
bering industry  and  the  development  of  an  agricultural  country. 
Tt  was  also  claimed  that  the  land  would  depreciate  in  value  if  the 
line  were  abandoned.  It  was  further  claimed  that  the  manufac- 
turers and  citizens  of  Big  Rapids,  which  has  a  population  of 
4.558,  would  be  seriously  inconvenienced  and  injured  and  that 
the  Pere  Marquette  System  as  a  whole  operated  at  a  profit  in 
1921  and  that  if  better  service  were  given  over  the  line  in  ques- 
tion increased  business  could  be  developed. 

The  examiner,  after  pointing  out  that  Big  Rapids  is  served 
also  by  the  Pennsylvania  and  that  Woodville,  an  unincorporated 
community  of  approximately  100  population,  about  nine  miles 
from  White  Cloud,  would  be  the  only  place  left  without  railroad 
facilities  by  the  proposed  abandonment,  said  it  appeared  reason- 
ably clear  that  the  manufacturing  and  business  interests  at  Big 
Rapids  would  not  be  substantially  injured  by  the  removal  of  the 
line. 

"It  is  reasonably  apparent,"  said  he,  "that  this  line  cannot 
develop  sufficient  traffic  to  pay  its  operating  expenses,  and  that 
there  is  small  public  need  for  the  service  that  it  renders.  At 
present  the  losses  from  operation  approximate  $2,000  a  month 
and  if  the  line  is  to  continue  in  service  there  is  imperative  need 
that  it  be  reconstructed  at  an  estimated  cost  of  at  least  $100,000." 

MORENCI  SOUTHERN  ABANDONMENT 
The  Commission  has  issued  a  certificate  authorizing  the 
Morenci  Southern  Railway  Company  to  abandon  its  36-inch 
gauge  line,  extending  from  Guthrie  to  Morenci,  in  Greenlee 
County,  Arizona,  a  distance  of  about  18  miles,  as  to  interstate 
and  foreign  commerce.  No  objection  to  the  proposed  abandon- 
ment was  made.  Morenci,  served  only  by  the  line,  will  be  left 


without  service,  but  the  Phelps-Dodge  Corporation,  the  only 
commercial  shipper  in  the  community,  assented  to  the  abandon- 
ment. That  company  proposes  to  take  over  and  operate  as  an 
industrial  track  that  portion  of  the  line  extending  from  Morenci 
for  a  distance  of  about  5  miles,  where  it  connects  with  the 
Shannon  Arizona  Railway,  thus  giving  it  an  outlet  for  its  pro- 
duction, the  Commission  said. 


CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  surplus  of  freight  cars  in  good  order,  in 
the  period  May  1-8,  was  353,239  as  compared  with  371,538  in  the 
period  April  23-30,  according  to  the  weekly  report  of  the  car 
service  division  of  the  American  Railway  Association.  The  sur- 
plus of  coal  cars  dropped  from  235,077,  in  the  period  April  23- 
30,  to  226,276,  in  the  period  May  1-8.  The  average  daily  short- 
age was  1,287  cars. 

The  average  daily  surplus  was  made  up  as  follows:  Box, 
81,200;  ventilated  box,  3,961;  auto  and  furniture,  1,443;  total 
box,  86,604;  flat,  6,016;  gondola,  114,960;  hopper,  111,316;  all 
coal,  226,276;  coke,  5,350;  S.  D.  stock,  12,764;  D.  D.  stock,  1,333; 
refrigerator,  9,316;  tank,  516;  miscellaneous,  5,064;  total,  353,239. 

The  average  daily  shortage  of  1,287  cars  was  made  up  of 
483  box,  7  flat,  787  coal,  8  refrigerator,  and  2  miscellaneous  cars. 

Bad  order  cars  on  May  1  totaled  327,704  out  of  a  total  of 
2,274,240  cars  on  li'ne.  The  percentage  of  bad  order  cars  was 
14.4  per  cent  as  against  13.9  per  cent  on  April  15. 

BANGOR  &  AROOSTOOK  ABANDONMENT 
The  Bangor  &  Aroostook  Railroad  Company  has  obtained 
authority  from  the  Commission  to  abandon,  as  to  interstate  and 
foreign  commerce,  8.85  miles  of  branch  line  in  Piscataquis 
county,  Maine,  from  a  point  near  Brownville  Junction  to  Katah- 
din  Iron  Works.  The  iron  industry  was  abandoned  in  1890,  but 
woods  operations  have  been  conducted  at  the  station  for  many 
years,  but  most  of  the  logs  were  floated  down  Pleasant  River, 
producing  no  rail  traffic,  the  Commission  said.  The  company 
estimated  that  abandonment  would  enable  it  to  effect  an  annual 
saving  of  $4,736.40.  In  a  letter  to  the  chairman  of  the  Maine 
commission,  the  company  promised  to  operate  the  line  to  the 
iron  works  station  until  the  regular  time-table  change  was  made 
this  fall.  At  that  time  operations  will  be  abandoned  north  of 
Brownville  Junction,  it  said,  but  the  rails  will  not  be  taken  up 
until  1923,  provided  conditions  then  are  the  same  as  now. 

PETITIONS  FOR   REHEARING,  ETC. 

The  Director-General  has  asked  the  Commission  to  grant 
further  consideration  and  a  further  hearing  in  No.  12275,  Cen- 
tral Wisconsin  Supply  Co.  vs.  Director-General  et  al. 

A  rehearing  has  been  asked  by  the  Director-General  in  No. 
11934,  JEtna  Explosives  Co.,  Inc.,  vs.  Chicago  &  Eastern  Illinois, 
Director-General  et  al.,  and  No.  11951,  Same  vs.  Missouri  Pacific, 
Director-General  et  al. 

The  Western  Union  Telegraph  Company  has  filed  petitions 
asking  permission  to  intervent  in  and  become  a  party  to  Valua- 
tion Docket  228,  in  the  matter  of  the  tentative  valuation  of  the 
properties  of  the  Mineral  Range  Railroad  Company,  and  the 
Hancock  &  Calumet  Railroad  Company,  and  Valuation  Docket 
233,  in  the  matter  of  the  tentative  valuation  of  the  properties 
of  the  Williamson  &  Pond  Creek  Railroad  Company. 


STATE    AND    INTERSTATE    COMMISSION    CO-OPERATION 

John  E.  Benton,  general  solicitor  for  the  National  Associa- 
tion of  Railway  and  Utilities  Commissioners,  has  received  let- 
ters from  the  commissions  of  the  states  of  Georgia,  Iowa,  Mis- 
sissippi, Missouri,  Oklahoma.  Pennsylvania,  Texas,  and  Virginia, 
expressing  approval  of  the  plan  of  co-operation  prepared  by  the 
joint  committee  of  the  I.  C.  C.  and  the  state  commissions.  Cop- 
ies of  the  letters  have  been  sent  to  Chairman  McChord  of  the 
Commission. 


ILLINOIS    APPEAL    DISMISSED 

On  motion  of  the  Illinois  Commerce  Commission,  submitted 
through  Bruce  Scott,  of  counsel  for  the  western  carriers,  the 
Supreme  Court  of  the  United  States  this  week  dismissed  the 
appeal  of  the  state  in  the  Illinois  intrastate  freight  rate  case. 
Mr.  Scott  made  the  motion  at  the  request  of  the  state  authori- 
ties. This  was  another  step  in  untangling  the  intrastate  rate 
situation  in  Illinois.  The  next  step  will  be  to  close  the  matter 
up  in  the  Illinois  courts. 


CHANGES  IN   DOCKET 

Hearing  in  13403,  Globe  Rendering  Co.  vs.  Director-General, 
assigned  for  May  15  at  Chicago,  was  reassigned  for  May  16  at 
Chicago  before  Examiner  T.  J.  Butler  and  then  postponed. 

Hearing  in  13496,  National  Brick  Co.  vs.  Director-General, 
C.  C.  C.  &  St.  L.  et  al.,  assigned  for  May  16  at  Chicago,  was 
cancelled. 

Hearing  in  13643,  Lehigh  Portland  Cement  Co.  vs.  Director- 
General,  and  111.  Cent,  assigned  for  May  19  at  Chicago,  was 
cancelled. 
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The 

Texas  Mexican 

Railway  Company 


Traffic  Representitirei: 
C.  M.  Fi.h, 

Traffic  Manager, 

Laredo,  Texas 
W.  C.  Beaman. 
A»»t.  Traffic  Manager, 

Laredo,  Texas 
J.  P.  Craven, 
General  Agent, 

Laredo,  Texas 
C.  W.  Fi.h, 

Foreign  Freight  Agent, 
916  Chemical  Building, 

St.  LouU,  Mo. 


Mr.  Consignee: 


Ixtle,  Sisal,  Hides, 
Skins  and  Hair,  Metals 
(Silver,    Copper,    Lead    and 
Zinc),  Arsenic,  Turpentine,  Can- 
delilla    Wax,    Pecans     (in    season), 
Rubber  (Crude),  Coffee,  Beans,  Baskets, 
Pottery,  Bones,  Sarsaparilla  Root,  Manganese 
Ore,  Rope  and  Twine,  Garlic,  Mercury  and 
Crude  Petroleum  are  the  chief  articles  of  im- 
portation from  Mexico.     These  articles  when 
imported  are  shipped  to  various  points  in  the  United  States,  and  some  to  European  destinations. 

There  is  usually  a  supply  of  Ixtle  in  storage  at  Laredo  ready  for  immediate  shipment.  Should 
you  be  interested,  write  or  wire  us  and  we  will  be  pleased  to  put  you  in  touch  with  the  shipper. 

Should  you  be  in  the  market  for  any  of  the  other  articles  mentioned  above,  let  us  know. 
Do  not  hesitate  to  avail  yourself  of  our  service.  The  Texas  Mexican  Railway  Company  pays  us 
to  render  you  this  service.  The  only  cost  to  you  will  be  a  two  cent  stamp  to  mail  your  letter. 

C.  M.  FISH,  Traffic  Manager. 


Consult  us  regarding  your 
WAREHOUSING 


CHARLES 

RIVER 

STORES 

DiTKt 

Connection 
With 

Boston  and 
Main* 
Railroad 


STORAGE 

DISTRIBUTION 

Daily  Deliveries  by  Zone  System 
within  ten  mile  radius 


Quincy  Market  Cold  Storage  and  Warehouse  Co. 


GEORGE  S.  LOVEJOY 

Manager  General  Storage  Department 
17S  Atlantic  Avenue,  Boston,  Mass. 

Total  General  Storage  Capacity 
10,329,000  Cubic  Feet 


BATTERY 
,.,,  ,  ,  n         ,  WHARF  AND 

Wharfage  and  Dockage      CONSTTTU- 

Free  Store* 

Outonu  Bonded  Store* 
Internal  Rerenue  Bonded  Stores 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  trafic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  'n  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se"'ice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  Defuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 


Address  Questions  and  Answers  Department. 
••,.«,      • '11  •>or««1oc    Colorado  Building,  Washington, 


D.  C. 


Liability   of    Purchaser    Under   Judicial    Sale   for   Obligations   of 
Former  Corporation 

Pennsylvania. — Question:  What  responsibility  and  liability 
as  to  payment  of  a  straight  overcharge  claim,  also  interest,  lies 
with  a  carrier  which  is  a  successor  to  a  prior  company,  which 
was  sold  under  foreclosure  and  reorganized? 

We  will  name  the  original  railroad,  the  A  and  B  Railroad 
Company.  Within  the  life  of  that  company  a  shipment  origi- 
nated on  its  lines,  moved  in  interstate  commerce,  in  connection 
with  other  lines,  and  was  delivered  and  charges  paid,  but  such 
charges  were  in  excess  of  the  legal  published  tariff  rate.  Claim 
was  filed  with  the  A  and  B  Railroad  Company  and  investigation 
was  very  badly  delayed;  in  fact,  for  some  years  it  was  not  pos 
sible  to  get  settlement,  and,  as  a  matter  of  fact,  the  settlement, 
has  never  been  received. 

Subsequent  to  the  filing  of  the  claim  the  A  and  B  Railroad 
Company  went  into  the  hands  of  a  receiver,  was  finally  sold 
under  foreclosure,  and  a  new  organization  took  it  over,  which 
is  now  known  as  the  A  and  B  Railway  Company. 

Now  our  question  goes  to  the  liability  of  the  A  and  B  Rail 
way  Company  for  payment  of  the  overcharge  claim  originally 
filed  with  the  A  and  B  Railroad  Company.  They  disclaim  lia- 
bility, both  as  to  principal  and  interest  of  the  overcharge  claim. 
We  are  unable  to  find  any  case  just  like  it,  but  it  is  our  opinion 
the  succeeding  company,  even  though  a  new  one,  has  an  obliga- 
tion so  far  as  overcharge  claims  are  concerned,  to  adjust  this 
claim,  which  was  filed  with  the  old  company  (now  out  of  busi- 
ness). This  especially  so,  in  that  other  common  carriers  par- 
ticipating in  the  traffic  are  still  going  concerns  and  liable  for 
their  portion,  if  any,  of  the  overcharge.  Kindly  give  us  your 
opinion  on  this,  with  any  reference  that  might  be  pertinent. 

Answer:  It  is  well  settled  that  where  the  property  and 
franchises  of  a  railroad  company  are  sold  at  a  judicial  sale  the 
purchaser  takes  them  free  from  liability  for  the  company's  per- 
sonal contracts,  unless  he  assumes  liability  or  unless  it  is  im- 
posed by  statute,  or  by  the  decree  under  which  the  sale  is  made. 
Section  367,  22  Ruling  Case  Law. 

In  Wiggins  Ferry  vs.  Ohio,  etc..  R.  Co.,  142  U.  S.  396,  the 
court  said:  "It  is  a  well-established  practice  that  the  mere  pur- 
chase of  a  railway  under  a  foreclosure  sale  by  a  new  corpora- 
tion does  not  of  itself  make  such  new  corporation  liable  for 
the  obligations  of  the  old  one."  However,  as  in  accordance 
with  the  opinions  of  the  Interstate  Commerce  Commission,  each 
and  every  participating  carrier  in  a  joint  rate  is  jointly  and 
severally  liable,  recovery  could  have  been  had  against  one  of 
the  other  carriers  over  which  the  shipment  moved  had  a  com- 
plaint been  filed  with  the  Interstate  Commerce  Commission. 

Freight  Charges — Collection   of  from   Consignee 

Ohio. — Question:  In  view  of  the  fact  that  the  law  imposes 
upon  the  carrier  the  duty  of  collecting  all  lawful  charges,  what 
would  be  your  opinion  as  to  the  legality  of  the  recourse  clause 
provision  in  the  present  bill  of  lading  as  a  contract  relieving 
the  consignor  of  payment  of  freight  charges  in  case  the  carrier 
made  delivery  without  collecting  full  charges  and  the  consignee 
has  subsequently  became  insolvent? 

Answer:  In  the  past  the  courts  have,  as  a  rule,  held  that 
the  consignor,  as  the  party  with  whom  the  contract  of  carriage 
was  entered  into,  was  primarily  liable  for  the  freight  charges 
regardless  of  stipulations  therein  respecting  the  payment  of 
the  charges  by  the  consignee  or  of  the  fact  that  the  shipment 
was  delivered  without  collection  of  the  freight  either  through 
error  or  through  the  extension  of  credit  to  the  consignee.  It 
is  true,  however,  that  the  provisions  formerly  carried  in  the  bill 
of  lading  regarding  payment  by  the  consignee  of  freight  were 
not  as  definite  and  certain  as  they  are  under  the  present  provi- 
sions, whereby  the  consignor  may  stipulate  that  the  shipment 
is  not  to  be  delivered  without  collection  of  the  freight"  charges 
thereon,  but  nevertheless,  in  the  event  the  consignor's  stipula- 
tion is  disregarded  and  delivery  is  made  without  the  collection 
of  the  freight  charges  from  the  consignee  or  the  full  amount 
thereof  is  through  error  not  collected  at  time  of  delivery,  it  is 
in  our  opinion  questionable  whether  the  courts  will  hold  out 
that  the  consignor  is  not  liable  therefor,  in  the  first  instance, 


particularly  if   collection  cannot   be  made   from   the  consignee 
through  suit,  or  in  any  event  in  the  case  of  undercharges. 

Notice  of  Claim  on   Shipment  of  Coal 

Ohio. — Question:  In  filing  claims  for  loss  and  damage  to 
shipments  of  coal,  the  writer  has  always  contended  that  the 
filing  of  said  claims  does  not  come  under  the  rules  and  condi- 
tions of  the  uniform  bill  of  lading,  as  to  the  statute  of  limita- 
tions, of  having  to  file  claims  within  a  period  of  six  months. 

It  is  just  recently  that  several  of  the  freight  claim  agents 
of  three  of  the  largest  trunk  lines  have  taken  the  same  view, 
while  other  freight  claim  agents  of  some  of  the  smaller  carriers 
still  decline  the  handling  of  similar  claims,  stating  that  said 
claims  come  under  the  provisions  of  the  uniform  bill  of  lading 
and  that  said  claims  have  to  be  filed  within  six  months'  period 
as  provided  on  said  bill  of  lading. 

One  of  the  freight  claim  agents  of  one  of  the  largest  lines 
put  the  question  up  to  their  legal  department  for  a  decision,  and 
their  attorneys  decided  in  line  with  the  views  of  the  writer. 
However,  I  have  been  unable  to  find  out  on  just  what  authority 
said  attorneys  based  their  decisions. 

What  I  would  like  to  know  is,  if  you  could  give  me  some 
authority  for  such  a  decision.  The  only  argument  used  as  au- 
thority by  the  writer  is  the  fact  that  coal  is  shipped  under  the 
provisions  of  a  special  coal  tariff  and  moves  from  the  mines 
on  cards  known  as  "mine  cards"  or  "scale  cards,"  and  is  not 
shipped  on  a  bill  of  lading. 

Answer:  We  are  not  aware  of  any  decisions  of  the  courts 
which  hold  that  it  is  not  a  condition  precedent  to  the  bringing 
of  a  suit  for  loss  of  or  damage  to  shipments  of  coal  that  a  claim 
be  filed  within  the  time  prescribed  in  the  uniform  bill  of  lading. 

If  no  bill  of  lading  is  issued,  there  is  no  written  instrument 
carrying  an  agreement  on  the  part  of  or  a  notice  to  the  shipper 
that  claim  or  notice  thereof  must  be  filed  within  a  stated  period 
of  time  as  a  condition  precedent  to  the  filing  of  a  suit,  but  inas- 
much as  the  bill  of  lading  form  is  contained  in  the  classification 
filed  with  the  Interstate  Commerce  Commission  and  such  classi- 
fication is  referred  to  in  the  tariffs  naming  rates  on  coal,  it 
would  appear  that  the  terms  and  conditions  of  the  bill  of  lading 
would  govern  such  shipments,  regardless  of  the  fact  that  a  bill 
of  lading  was  not  issued. 

(1)  Suit— Time  Within  Which  to  File.  (2)  Notice  of  Claim- 
Necessity  for  Filing  Under  Provisions  of  Cummins  Amend- 
ment 

Illinois. — Question:  We  note  your  answer  to  "Minnesota" 
under  question  of  "Suit — Time  Within  Which  to  File,"  as  quoted 
on  page  958  of  April  29  issue  of  The  Traffic  World.  Are  we  to 
understand  that  you  consider  unreasonable  delays  an  exception 
to  the  rule  requiring  the  filing  of  claims  as  a  condition  precedent 
to  the  institution  of  suit,  also  that  suits  can  likewise  be  brought 
subsequent  to  the  expiration  of  two  years  and  one  day  after  de- 
livery of  the  shipment? 

Our  reason  for  this  inquiry  is  due  to  our  recently  having 
learned  that  certain  interests  are  soliciting  and  advocating  the 
filing  of  claims  and  institution  of  suits  in  connection  with  any 
delayed  delivery  of  shipments  of  sugar  moving  between  the 
period  of  deflation,  May  1,  1920,  to  December  31,  1920. 

It  is  somewhat  of  a  mystery  to  us  as  to  how  such  claims 
can  be  legitimately  maintained  or  prosecuted  in  the  absence  of 
previous  notice  having  been  rendered  the  carriers  or  claims 
having  been  filed  within  six  months  after  date  of  delivery. 

Possibly  this  contention  may  be  supported  by  the  claimant 
maintaining  that  the  loss  was  due  to  delay  while  the  shipment 
was  being  loaded  or  unloaded  and,  in  the  absence  of  the  ship- 
ment having  suffered  any  apparent  damage  in  transit,  would  it 
not  be  incumbent  upon  the  claimant  under  such  contentions  to 
eventually  prove  that  the  delayed  delivery  arose  out  of  possible 
delay  in  unloading  by  the  carrier  and  where  carload  shipments 
are  not  loaded  by  the  carrier,  you  can  conceive  how  it  can 
be  possible  for  a  claimant  to  prove  such  allegations. 

In  further  support  of  the  contention  of  the  interests  solicit- 
ing the  fifing  of  these  claims,  it  is  maintained  that  they  are 
not  only  able  to  successfully  prosecute  these  claims,  but  have 
actually  prevailed  on  a  number  of  carriers  to  voluntarily  concede 
settlement. 

Answer:  (1)  Our  answer  to  "Minnesota"  has  reference  to 
the  time  within  which  a  suit  may  be  brought  for  loss  of  or  dam- 
age to  a  shipment  and  not  the  necessity  for  the  filing  of  a  claim 
or  notice  thereof  as  a  condition  precedent  to  the  bringing  of 
a  suit  for  damages.  As  we  stated  therein,  in  accordance  with 
the  holding  of  the  court  in  the  Ellis  case,  under  the  form  of 
bill  of  lading  in  use  at  the  time  the  shipment  was  offered  for 
transportation,  that  is,  prior  to  the  order  of  the  Commission  in 
the  Decker  case.  55  I.  C.  C.  453,  a  suit  is  barred  unless  brought 
within  two  years  and  one  day  after  delivery  of  the  shipment. 

(2)  With  respect  to  the  question  of  the  filing  of  a  claim  or 
notice  thereof  as  a  condition  precedent  to  the  bringing  of  a  suit 
for  unreasonable  delay  in  transit,  there  is  considerable  uncer- 
tainty as  to  whether  or  not  under  the  proviso  in  the  Cummins 
amendment,  as  incorporated  in  the  bill  of  lading,  and  quoted  be- 
low, a  claim  or  notice  thereof  must  be  filed.  In  several  cases 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


NEW  CARGO  FACILITIES 

The  PORT  OF  TACOMA  announces  the  letting  of 
the  contract  for  the  construction  of  its  SHED  No.  1  on 
PIER  TWO. 

This  FIREPROOF  structure  will  be  1040  ft.  by  180  ft. 
in  size  and  should  be  in  operation  by  January,  1923. 

Shippers  of  general  cargo  may  then  partake  of  the 
service  that  has  made  PIER  ONE  the  most  popular  and 
efficient  ocean  terminal  on  Puget  Sound. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  U.  S.  A. 
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it  has  been  held  that  this  clause  made  unnecessary  a  claim  for 
loss  of,  damage  or  delay  to  a  shipment.  See  Hailey  vs.  O.  S.  L., 
253  D.  569;  Mann  vs.  Transportation  Co.,  96  S.  E.  731;  Talbot 
vs.  Payne,  111  S.  E.  328;  Hunt  vs.  Hines,  223  S.  W.  798,  the 
latter  case  covering  an  action  for  unreasonable  delay. 

The  proviso  referred  to  above  reads  as  follows:  "Provided, 
however,  that  if  the  loss,  damage  or  injury  complained  of  was 
due  to  delay  or  damage  while  being  loaded  or  unloaded  or  dam- 
aged in  transit  by  carelessness  or  negligence,  then  no  notice  of 
claim  nor  filing  of  claim  shall  be  required  as  a  condition  prece- 
dent to  recovery." 

The  proviso  is  exceedingly  obscure  in  its  meaning  and  just 
what  classes  of  claims  it  covers  is  difficult  indeed  to  determine 
and  this  is  the  reason,  no  doubt,  for  the  manner  in  which  it  has 
been  construed  by  the  courts. 

Freight  Charges — Liability  of  Consignee  Therefor  Where  Goods 
Are  Subsequently   Rejected 

Ohio. — Question:  Recently  we  have  been  receiving  a  num- 
ber of  cars,  particularly  coal  and  scrap,  on  which  we  do  not 
receive  shipping  notice  or  invoice  from  the  shipper.  On  account 
of  different  grades  of  materials  we  must  know  what  is  in  the 
car,  and  we  also  check  weights  before  unloading. 

Now  the  railroads  in  practically  all  cases,  have  furnished 
us  with  delivery  receipts  showing  the  proper  information,  such 
as  shipper,  point  of  origin,  car  number,  contents,  but  the  ship- 
per is  a  broker  or  a  middleman  whom  we  do  not  know.  We 
do  not  wish  to  reject  the  cars,  so  they  may  be  held  six  or  seven 
days  before  shipping  notice  or  invoices  are  received  from  the 
person  we  purchased  from.  Of  course,  demurrage  will  begin 
after  48  hours  from  constructive  placement. 

The  point  in  question  is  this:  After  such  cars  have  remained 
in  our  plant  for  six  or  seven  days,  can  we  then  reject  them  and, 
if  so,  will  the  railroads  allow  the  inbound  freight  charges,  to- 
gether with  the  demurnage,  to  follow  the  car? 

If  they  are  required  to  accept  such  rejected  cars,  can  they 
require  us  to  guarantee  the  inbound  freight  and  demurrage 
charges?  We  have  looked  through  several  legal  books  on  this 
Subject,  but 'are  unable 'to  locate  any  information. 

Answer:  While  there  is  no  contractual  relation  between 
tin  carrier  and  the  consignee  by  the  mere  designation  of  the 
latter  as  consignee,  which  obligates  him  to  receive  the  goods 
or  to  pay  the  freight  charges,  the  receipt  of  the  goods  by  the 
consignee  constitutes  an  implied  promise  to  pay  the  carrier  the 
freight  charges  thereon. 

If_yqu,  to  all  intents  and  purposes,  accept  the  cars  from  the 
carrier  by  permitting  same  to  be  placed  at  your  plant  and  hold 
them  for  a  period  of  six  or  seven  days,  while  as  between  you 
and  the  seller  you  may,  under  the  contract  of  sale,  have  the 
right  to  reject  the  goods,  we  do  not  believe  that  you  can  impose 
upon  the  carrier  the  obligation  of  collecting  the  freight  charges 
from  the  consignor,  even  though  the  consignor  is  primarily  liable 
therefor. 

Carload    vs.    Less-than-Carload    Shipments 

Alabama. — Question:  Referring  to  your  answer  to  Mas- 
sachusetts, under  heading:  "Carload  vs.  Less-Than-Carload  Ship- 
ments," appearing  on  page  900  of  your  April  22nd  issue. 

There  has  always  been  misunderstanding  in  the  applica- 
tion of  Section  1  of  Classification  Rule  15.  I  have  seen  numer- 
ous instances  where  railroad  agents  have  protected  L.  C.  L. 
rates,  after  arrival  at  destination  on  shipments  tendered  as  car- 
load shipments  at  origin,  where  it  was  found  that  L.  C.  L. 
charges  would  be  cheaper.  Practically  every  railroad  agent  in 
this  section  of  the  country  has  the  idea  that  a  charge  for  an 
L.  C.  L.  shipment  must  not  exceed  the  charge  for  a  carload 
shipment,  and  that  the  charge  for  a  carload  shipment  must  not 
exceed  that  for  an  L.  C.  L.  shipment. 

These   agents   overlooked   two   simple   words   contained   in 


Rule  15,  which  aparently  were  also  overlooked  by  your  corre- 
spondent. The  two  words  are  "fully  loaded." 

Under  Rule  15  if  a  shipper  tenders  a  shipment  as  a  carload 
(furniture  for  instance)  and  it  is  found  that  I.  C.  L.  rate  is 
cheaper,  the  latter  rate  can  be  protected,  provided  the  car  is 
fully  loaded,  which  I  understand  to  mean  loaded  to  visible  car- 
rying capacity. 

Answer:  We  differ  from  you  in  your  construction  of  Rule 
15  of  the  Consolidated  Classification  if,  as  we  understand  your 
letter,  you  construe  it  to  authorize  the  application  of  the  less- 
than-carload  rate  to  a  shipment  tendered  as  a  carload  shipment. 
Our  opinion,  as  set  forth  in  our  answer  to  California  on  page 
504  of  the  March  4,  1922,  issue,  is  that  while  the  rule  authorizes 
the  application  of  the  less-than-carload  rate  to  a  shipment  ten- 
dered as  a  less-than-carload  shipment,  even  though  it  fills  the 
car,  it  does  not  authorize  the  application  of  the  less-than-carload 
rate  on  a  carload  shipment,  that  is  a  shipment  tendered  and 
accepted  as  a  carload  shipment,  as  distinguished  from  a  less- 
than-carload  shipment. 

Reparation — Can  Only  Be  Made  on  Order  of  Commission 

California. — Question:  Does  award  of  reparation  by  the  In- 
terstate Commerce  Commission  to  one  shipper  automatically  au- 
thorize reparation  to  other  shippers,  on  similar  movements 
during  the  same  period? 

As  a  matter  of  explanation:  on  cement  moving  from  Cali- 
fornia points  to  Phoenix,  Arizona,  for  county  road  work  there 
has  been  assessed  a  rate  of  40  cents  per  cwt.  (the  published 
rate).  The  county  now  has  a  complaint  before  the  Commission 
asking  for  reparation  to  34  cents  per  cwt.,  the  rate  subsequently 
established.  We  have  also  had  movements  of  cement  from  the 
same  origin  to  same  destination  during  the  period  covered  by 
their  complaint.  We  are  not  a  party  to  this  complaint. 

Should  the  Commission  award  reparation  to  the  county 
would  this  automatically  make  such  award  to  us  also  covering 
our  shipments  of  cement,  or  will  it  be  necessary  for  us  to  han- 
dle further  with  the  Commission  before  the  carriers  would  refund 
to  us? 

Answer:  Conference  Ruling  220  (d)  of  the  Interstate  Com- 
merce Commission  covering  this  matter  reads  as  follows:  "No 
carrier  may  pay  any  refund  from  its  published  tariff  charges 
save  with  the  specific  authority  of  the  Commission  in  accordance 
with  the  provisions  of  the  act.  When  an  informal  or  formal 
reparation  order  has  been  made  by  the  Commission  the  principle 
upon  which  it  is  based  shall  be  extended  to  all  like  shipments, 
but  no  refunds  shall  be  made  upon  such  like  shipments  except 
upon  specific  authority  from  the  Commission  therefor.  (See 
rulings  49  and  200c;  also  Bergerman  vs.  A.  T.  &  S.  F.  Ry.  Co., 
U.  R.  Op.  2132.) 


LONG  ISLAND  EQUIPMENT  BONDS 

The  Long  Island  Railroad  Company  has  applied  to  the  Com- 
mission for  authority  to  issue  $980,000  of  10-year  6  per  cent 
equipment  trust  obligations  to  the  American  Car  &  Foundry 
Company  for  the  purchase  of  fifty  steel  passenger  cars,  of  which 
forty  are  steel  motor  cars,  which  will  cost  11,226,175. 


NEW    GEORGIA    RAILROAD    CORPORATION 

A  certificate  authorizing  the  Georgia,  Ashburn,  Sylvester  & 
Camilla  Railway  Company  to  acquire  and  operate  a  line  of  rail- 
road extending;  from  Ashburn  to  Camilla,  Ga.,  a  distance  of  51 
miles,  has  been  issued  by  the  Commission.  The  line  was  for- 
merly operated  as  a  part  of  the  Hawkinsville  &  Florida  South- 
ern. The  receiver  of  that  company  abandoned  operation  in  the 
fall  of  1921.  The  applicant  was  organized  to  take  over  the  line 
in  question,  the  receiver  having  fixed  the  sum  of  $125,000  as 
the  upset  price  for  the  portion  of  the  line  to  be  operated.  The 
Commission  said  the  new  company  should  have  the  opportunity 
to  undertake  operation  of  the  property. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

May  23 — Cleveland,  O. — Examiner  Agate: 

*  Finance  Docket  2354 — In  the  matter  of  the  joint  application  of  the 
Cleveland  Union  Terminals  Co.  for  authority  to  issue  common  cap- 
ital stock  and  first  mortgage  bonds:  and  of  the  N.  Y.  C.  R.  R.  Co., 
C.  C.  C.  &  St.  L.  Ry.  Co.  and  N.  Y.  C.  &  St.  L.  R.  R.  Co.  for  au- 
thority to  assume  obligation  and  liability  as  guarantors,  in  respect 
of  said  bonds. 

May  23 — Augusta,  Me. — Public  Utilities  Commission  of  Maine: 
Finance  Docket  2313 — Application  of  Eastern   Maine   R.   R.  for   cer- 
tificate of  public  convenience  and  necessity. 

Finance   Docket  2314 — Application   of  Eastern  Maine   R.   R.   for  au- 
thority to  issue  securities. 

Finance  Docket  2315 — Application  of  Mattawamkeag  &  Eastern  R.  R. 
for  certificate  of  public  convenience  and  necessity. 


Finance  Docket  2316— Application  of  Mattawamkeag  &  Eastern  R.  R. 

for  authority  to  issue  securities. 
May  23 — Argument  at  Washington,  D.  C.: 

12308— Nebraska  Bridge  Supply  and   Lumber  Co.   vs.   Director  Gen- 
eral. 

12489 — Reflnite  Co.  vs.  Director  General  and  C    B    &  Q 

12599— Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.   Director  General    I    C 

et  al. 
May  23 — New  York,  N.  Y. — Examiner  Quevedo: 

13400 — The  American  Agricultural  Chemical  Co.   et  al.   vs    Dire 
General. 

13423— The  American  Agricultural   Chemical  Co.   et  al.   vs.   Director 

May  24 — Danville.  111.— Examiner  Worthington: 

13521— Pfltzemayer   Construction   Company   vs.   Director-General.    N. 

Y.  C.,  et  al. 

May  24 — Kansas  City,  Mo. — Examiner  Keeler: 

I.  and  S.  11— Wasteful  service  by  tap  lines— Prescott  &  Northwest- 
ern   R.  R.  Co.  and  Ouachita  &  Northwestern  R.  R.  Co. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile    to   Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER.  M.n.(.r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN.  M.n.,,r 


NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Bearer  Street 

CHICAGO  REPRESENTATIVE:    M.  EDW.  KIENAPPEL 
112  Wect  Adams  Street 
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May  24 — New  York,  X.  Y.— Examiner  Quevedo: 

13582 — General  Chemical  Company  vs.   Director-General. 
May  24 — Chicago,   111. — Examiner  Butler: 
13551 — J.  D.  Hollingshead  Company  vs.  N.  T.  C.  R.  R. 
13573— J.   D.    Hollingshead   Company    vs.    Deering   Southwestern   Ry. 

et  al. 
May  24 — Houston.  Tex. — Examiner  Fuller: 

13662 — William  D.  Cleveland  &  Sons  et  al.  vs.  Beaumont,  Sour  Lake 

&  Western  Ry.  Co.  et  al. 
May  24 — Argument  at  Washington,  D.  C. : 
1 1965— Galveston  Commercial  Assn.  et  al.  vs.  A.  &  V.  et  al. 
12100  Beaumont  Chamber  of  Commerce  vs.  Director  General,  Beau- 

mon  Wharf  &  Terminal  Co.  et  al. 

12100  (Sub.  No.  1)— Beaumont  Chamber  of  Commerce  et  al.  vs.  Di- 
rector General,  Beaumont,  Sour  Lake  &  Western  et  al. 
12982— Weatherford,  Crump  &  Co.  vs.  Abilene  &  Southern  et  al. 
May  24 — Saginaw,  Mich. — Examiner  Gaddess: 
13411— Saginaw  Milling  Co.   et  al.   vs.   Director  General,   Pere   Mar- 

quette  Ry.  et  al. 

May  24 — Birmingham,  Ala. — Examiner  Cassidy: 

13574 — Watters-Tonge  Lumber  Co.  vs.  Director  General,  South  Geor- 
gia Ry.  et  al. 
13b24 — Watters-Tonge  Lumber  Co.  vs.  Director  General,  Alabama  & 

Northwestern  R.  R.  et  al. 
May  24 — Kansas  City,  Mo. — Examiner  Keeler: 

9024— Oakdale  &  Gulf  Ry.  Co. 
May  25 — Chicago,  111. — Examiner  T.  J.  Butler: 
I.  and   S.   1543— Binder  twine   from   trunk   line   territory  to   western 

destinations.    Such  fourth  section  departures  as  may  exist. 
May  25 — New  York,  N.  Y. — Examiner  Quevedo: 

13593 — The  Wheatena  Company  vs.  Director-General,  P.  R.  R.,  et  al. 
13592— Raritan  Aniline  Works  vs.  Director-General,  C.  R.  R.  of  N.  J. 
May  25 — Birmingham,  Ala. — Examiner  Cassidy: 
13612 — J.  R.  Thames  vs.  Sou.  Ry.  et  al. 
13621 — Fies  &  Sons  vs.  Director-General. 

May  25 — Detroit,   Mich. — Examiner  Gaddess: 

13637 — Alfred  T.  Wagner  vs.  Director-General,  Pere  Marquette,  et  al. 
May  25 — Houston,   Tex. — Examiner  Fuller: 
13486 — Division    of    traffic    between    the    Gulf    &    Northern    Railway 

Company  and  its  connections. 
May  25 — Argument  at  Washington,  D.  C.: 
12344 — Canby  Milling  Co.   vs.   C.   St.   P.    M.   &   O.,   Director   General 

et  al 

12890 — Standard  Oil  Co.   (Calif.)  vs.  Director  General,  Amador  Cent- 
ral et  al. 
13063 — Traffic  Bureau,  Chamber  of  Commerce,  Phoenix,  Ariz.,  et  al. 

vs.  Director  General  and  Sou.  Pac. 
May  25 — Washington,  D.  C. — Examiner  Hartman: 

Valuation  Docket  No.  144 — In  re  tentative  valuation  of  the  properties 
of  Green  Bay  &  Western  R.  R.  Co.,  The  Kewaunee,  Green  Bay  & 
Western  R.  R.  Co.,  and  Ahnapee  &  Western  Ry.  Co. 
May  25 — Washington,  D.  C. — Examiner  Kelley: 

Valuation  Docket  No.  152 — In  re  tentative  valuations  of  the  prop- 
erties of  the  C.  R.  I.  &  P.  Ry. ;  Keokuk  &  Des  Moines  Ry.  Co.; 
Choctaw,  Oklahoma  &  Gulf  R.  R.  Co.;  Rock  Island,  Arkansas  & 
Louisiana  -R.  R.  Co.;  St.  Paul  &  Kansas  City  Short  Line  R.  R. 
Co.;  Stuttgart  &  Southern  Ry.  Co.;  Rock  Island  Memphis  Ter- 
minal Ry.  Co.:  the  Peoria  &  Bureau  Valley  R.  R.  Co.;  White  & 
Black  River  Valley  Ry.;  Chicago,  Rock  Island  &  Gulf  Ry.  Co.: 
Morris  Terminal  Ry.  Co.,  and  Chicago,  Rock  Island  &  Pacific 
R.  R.  Co. 

May  25— Seattle,  Wash. — Examiner  Keene: 

I,  and  S.  1507 — Packing  requirements,  estimated  weights  and  weigh- 
ing of  eastbound  transcontinental  deciduous  fresh  fruits. 
May  25 — Kansas  City,  Mo. — Examiner  Keeler: 
13644 — Muncie  Sand  Co.  vs.  Director  General. 
13261 — United   Iron  Works,   Inc.,   vs.  Director  General,   K.   C.   S.   Ry. 

et  al. 

May  26 — Washington,  D.   C. — Examiner  Pitt: 

Fourth  Section  Application  No.  12169,  of  B.  R.  &  P.  Ry.,  Nos.  1625, 
1774.  1775,  1776,  of  C.  C.  McCain,  agent,  and  No.  1787,  of  the  Erie 
R.  R.,  and  all  other  applications  protecting  fourth  section  de- 
partures in  rates  on  brick  and  other  clay  products  from,  to  and 
between  points  in  said  territories. 
May  26 — Birmingham,  Ala. — Examiner  Cassidy: 

13649 — J.  R.  Thames  vs.  Alabama  &  North  Western  R.  R.  et  al. 
»  13728— J.  R.  Thames  vs.  Ala.  &  N.  W.  et  al. 
May  26 — New  York,  N.  Y. — Examiner  Quevedo: 
13491 — The  Fairbanks  Company  vs.  Boston  &  Albany  R.  R.  et  al. 
13508 — B.  Lissberger  &  Company  et  al.  vs.  P.  R.  R.  et  al. 
May  26 — Chicago,  Illinois — Examiner  Butler: 

I.  and  S.  Docket  1550 — Diversion  and  reconsignment  regulations  at 
stations  on  the  St.  L.-S.  F.  Ry. 


May  26 — Argumt.it  at  Washington,  D.  C.: 

1*339 — Minnesota  Steel  Co.  vs.  Director  General  and  D.  M.  &  N. 

12799 — Board    of    Commissioners    of    the    port    of    New    Orleans    vs. 
Director  General. 

12799    (Sub.    No.   1)— Doullut  &  Williams  Shipbuilding  Co.,  Inc.,   vs. 
Director  General. 

13005— Weirton  Steel  Co.  vs.  Monongahela  Ry.  et  al. 
May  26 — San  Francisco,  Calif. — Examiner  Pattison: 

13588 — Western  coal  rates. 
May  26 — Kansas  City.  Mo. — Examiner  Keeler: 

13271— M.  L.  Butcher  vs.  Director  General,  A.  T.  &  S.  F.  et  al. 

13578 — Peycke  Bros.  Commission  Co.  et  ai.  vs.  Director  General. 
May  26 — Davenport.  Iowa — Examiner  Worthington: 

13457 — The   American   Stockmen's   Supplies  Association   vs.    C.   R.   1. 

&  P.  et  al. 
May   27 — Portland.   Ore. — Examiner   Keene: 

12929 — Interstate   rates  on   grain,    grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
May  27 — Youngstown,  Ohio — Examiner  Gaddess: 

13595 — The  Albert  H.  Buehrle  Company  vs.  B.  &  O.  et  al. 

13595  (Sub.  No.  1)— The  Albert  H.  Buehrle  Company  vs.  C.  C.  C.  & 
St.  L.  et  al. 

13595   (Sub.   No.  2) — The  Albert  H.   Buehrle  Company  vs.  Cincinnati 
Northern  R.  R.  et  al. 

13595   (Sub.   No.  3) — Tre  Albert  H.   Buehrle  Company  vs.  Erie  R.  R. 
et  al. 

13595  (Sub.  No.  4) — The  Albert  H.  Buehrle  Company  vs.  Erie  R.  R. 
et  al. 

13595  (Sub.  No.  5)— The  Albert  H.  Buehrle  Company  vs.  Erie  R,  R. 
et  al. 

13595  (Sub.  No.  6 — The  Albert  H.  Buehrle  Company  vs.  Lake  Erie  & 

Western  R.  R.  et  al. 
May  27 — Argument  at  Washington,  D.  C.: 

12419— National  Rolling  Mill  Co.  vs.  Director  General,  B.  &  O.  et  al. 

12803 — Southern  Ohio  Power  Co.   vs.   Director  General  and  Hocking 
Valley. 

12454 — Cannelton  Sewer  Pipe  Co.  vs.   Director  General  and  Sou.  Ry. 

12454  (Sub.  No.  1) — Huntingburg  Pressed  Brick  Co.  vs.  Director  Gen- 
eral and  Sou.  Ry. 

12454  (Sub.  No.  2) — U.  S.  Hame  Co.  vs.  Director  General  and  Sou.  Ry. 

12524 — Indiana  Cotton  Mills  vs.  Director  General,  Sou.  Ry. 

12524  (Sub.   No.  1) — John  Obreght  Sons'  Mfg.  Co.  vs.  Director  Gen- 
eral and  Sou.  Ry. 

12524  (Sub.   No.  2) — Tell  City  Woolen  Mills  vs.  Director  General  and 
Sou.  Ry. 

12524  (Sub.  No.  3) — U.  S.  Brick  Co.  vs.  Director  General  and  Sou.  Ry. 

12524  (Sub.  No.  4) — Tell  City  Furniture  Co.  vs.  Director  General  and 
Sou.  Ry. 

12524  (Sub.  No.  5) — Knott  Mfg.  Co.  vs.  Director  General  and  Sou.  Ry. 

12524  (Sub.  No.  6) — Tell  City  Flouring  Mills  vs.  Director  General  and 
Sou.  Ry. 

12524  (Sub.  No.  7) — Tell  City  Water  and  Light  Co.  vs.  Director  Gen- 
eral and  Sou.  Ry. 

12553 — Indiana  Board  and   Filler  Co.  vs.   Director  General,   B.   &  O. 
et  al. 

12553   (Sub.   No.  1) — Indiana  Board  and  Filler  Co.  vs.  Director  Gen- 
eral and  B.  &  O. 

12654 — Terre  Haute,  Indianapolis  &  Eastern  Traction  Co.  vs.  Director 

General,  C.  C.  C.  &  St.  L.  et  al. 
May   27 — San   Francisco,   Cal. — Examiner   Pattison: 

I.  &  S.  1535 — Lumber  from  California  to  Minnesota  and  Wisconsin. 
May  29 — Galveston,  Texas — Examiner  Fuller: 

13487 — The  Sugarland  Industries  vs.  Galveston  Wharf  Company. 
May  29 — Charleston,   W.   Va. — Examiner  Worthington: 

13546 — Kanawha  Black  Band  Coal  Co.  et  al.  vs.  C.  &  O.  Ry.  et  al. 
May  29 — Chicago.   111. — Examiner  Butler: 

13497 — Rockford  Gas  Light  &  Coke  Company  et  al.  vs.  A.  T.  &  S.  F. 

et  al. 
May  29 — Pittsburgh,   Pa. — Examiner  Gaddess: 

13065 — Pittsburgh    Steel    Company    vs.    Director-General,    P.    R.    R., 

et  al. 
May  2* — Tallahassee,  Fla. — Examiner  Cassidy: 

13589 — Gadsden   Lumber  Company  vs.   Apalachicola  Northern  R.   R., 

Director-General,  et  al. 
May  29 — New  York,  N.  Y. — Examiner  Quevedo: 

13577 — Sonora,  Inc.,  vs.  D.  L.  &  W.  et  al. 

13543 — Arthur  E.  Winter  and  Frank  B.  Ross  vs.  Great  Northern  Ry. 

and  C.  B.  &  Q.  R.  R. 
May  29 — Kansas   City,   Mo. — Examiner  Keeler: 

13518 — Federal  Grain  Company  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
May  29 — Argument  at  Washington,  D.  C.: 

12853 — Boston  Wool  T'rade  Assn.  vs.  Clyde  S.  S.  Co.  et  al. 

12990 — Boston  Woven  Hose  and  Rubber  Co.  vs.  Director  General,  N. 
Y.  N.  H.  &  H.  et  al. 

13272 — Boston  Wool  Trade  Assn.  vs.  Arizona  &  New  Mexico  et  al. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 

Til*phon«.   Main 


CHICAGO 

4i«  410  S.  MARKET  STREET 
Telephone.   Harrison 


Save  Money 
On  Your 
Freight 
Shipments 

"How?" 
That  is  Simple 


\ 


Simple,  indeed,  if  those  ship- 
ments of  yours  include  House- 
hold Goods,  Automobiles  or 
Machinery  for  domestic  points, 
or  anything  anywhere  for  export, 
and  remember  that  our  Con- 
solidated Carload  Service  not 
alone  saves  you  money,  but 
time  and  trouble  as  well. 

'The  reason?"  That  is  simple, 
too  —  Consolidation  and  Co- 
operation, those  are  the  factors 
which  effect  all  these  savings 
when  shipments  are  made 
through  our  Consolidated  Car- 
load Service. 


Export  and  Domestic  Freight  Forwarder* 

General  Offices:  203  So.  Dearborn  St.,  Chicago 
Eastern  Offices:       Wool  worth  Bldg.,  New  York 


BO.IOO:  Old  South  Buildimt. 
Buffalo:   Kllkntt  Sassrr. 
PhiUdrlphU:  Dtmt  Building. 
(  mrinn.U:   I'oion  Triut   Building 
(lrv.-l.nd:  HippodraCM  Building. 
Lo.  Aagdo:  Vu  Nuyi  Building. 
Su  FraaciMo:   Moaadaork  Huilding. 
Snttk:  AUA.  Building. 
Portland,  Organ:  ISth  ud  Kruory  SU 
Ifrilc  Iki  filiareil  Ofui. 
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Rapid  Transit 

And  The  Gateway— 


TO   HAVE 

YOU  WANT 
YOU  WANT  JT 
WHEN  YOU  WANT  IT 


^HE  old  axiom  that  the  speed 
with  which  a  bottle  may  be 
emptied  depends  upon  the  neck 
holds  good  in  shipping  through 
"L.  C.  L."  freight — the  interchange 
gateway  is  the  neck  of  the  bottle. 

Eighty-seven  percent  of  the  through  "L.  C.  L."  freight 
routed  via  ST.  LOUIS  departs  the  same  day  it  arrives. 

Because  in  ST.  LOUIS  is  operated  tne  most  modern, 
up-to-date,  efficient,  high-speed  system  of  facilities  for 
the  interchange  of  "L.  C.  L."  freight  to  be  found  in 
any  city  of  the  world — a  tractor  and  trailer  service 
enabling  a  fifteen-minute  schedule  of  ten-ton  loads 
between  depots — a  service  that  has  aroused  intere?" 
everywhere. 

ST.  LOUIS  loads  and  sends  out  1,000  package  cars  daily 

Compare  these  facilities  with  those  of  other  gateways 
to  the  west  and  remember  that  loss  of  time  may  mean 
loss  of  business! 

In  no  other  large  city  of  the  country  is  the  problem  of  freight 
transfer  for  less-than-carload  shipments  met  as  it  is  met  in 
ST.  LOUIS  (gateway  to  the  West  and  Southwest)  by  the 

Columbia  Terminals  Company 

Acting  as  Agent  for  All  Railroads  Entering 

ST.  LOUIS 


Why 


We  serve 

90  percent 

of  the  business 

houses  of 

our  city 


Write  for 

booklet 

describing 

our  transfer 

service 


More  Than  Two  Mil/ion  Dollars  Invested  in  Facilities 


May  27.  1922 
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PENNSYLVANIA 
TANK  CARS 


PENNSYLVANIA"  INSULATION 


To  supply  the  transportation  requirements  of  the  trade  for  hauling  Casinghead 
and  Compression  Gasoline  and  other  highly  volatile  liquids,  we  have  designed  and  con- 
structed the  "Pennsylvania"  Insulated  Tank  Car — as  shown  above.  First  Class  Work- 
manship in  strict  conformity  with  A.  R.  A.  requirements  for  this  type  of  car,  goes  into 
the  "Pennsylvania"  Insulated  Tank  Car. 

"Pennsylvania"  Insulation — Steel,  Paint,  Tar  Paper  and  Hair  Felt — preserves  a 
uniformly  lower  temperature  inside  the  tank,  which  reduces  outage  losses  to  a  min- 
imum by  cutting  down  evaporation  due  to  temperature  changes.  "Pennsylvania" 
Insulation  applies  (on  a  larger  scale)  the  same  principles  of  the  well  known  Thermos 
Bottle.  The  «/H-inch  Steel  Jacket  is  designed  so  that  it  is  moisture  proof — thus  insur- 
ing longer  life  for  the  insulating  materials. 

The  Pennsylvania  Tank  Line  is  prepared  to  lease  insulated  tank  cars  at  attractive 
figures.  May  we  quote  on  your  requirements? 

May  we  convert  your  Class  III  Cars  into  Class  IV  (Insulated)  Cars  at  a  low  cost? 
Write  for  details. 

The^Pennsylvania  Tank  Car  Company 

Pennsylvania  Car  Company 

Pennsylvania  Tank  Line 


N*w  York 


Sr.  l.nul* 


Kannns  City 


SHARON,  PENNSYLVANIA 
Houston 


Denver 


Tarn  pi co 


San  Francisco 


"Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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SOUTHERN     PACIFIC      LINES 


®  OFFLINEAGENCIES 
©  GATEWAYS 


Wtare  they  reach 


Where  to  reach  them 


"Nothing  has  been  contrived  by  man 
from  which  so  much  pleasure  has  been 
derived  as  from  a  good  tavern  or  inn." — Dr.  Johnson. 


Comforts  of  Home  plus  the  Pleasures  of  Travel 

Via  SOUTHERN  PACIFIC  LINES 

whose  trains  are 

Inns    On    Wheels 

Inn — A  Public  House  fcr  Entertainment  of  Travelers — Webster. 

Traveling  Inn— Any  SOUTHERN  PACIFIC  "Limited." 

Dining  Room— The  Diner,  with  delicacies  of  the  table. 

Lounge  and  Smoking— The  Parlor  and  Buffet  Cars,  with  refinements  of  a  club. 

Veranda  and  Grounds — The  Observation  Car,  with  Scenery  in  Panorama. 

Apartments— The  Comfortable  Sleeping  Car— and  End  of  a  Perfect  Day. 

-Your  business  trip  a  vacation — 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO.  ILL. 

iCapyn^M.  1422.    Sonctnth  fmri 
(Mnrberof  A.  B.C. 

A  working  tool  for  traffic  men.  both  industrial  and  railroad:  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 


Vol.  XXIX 


SATURDAY,  MAY  27,  1922 


No.  21 


•i  i 


a  W.  KELLOGG. 
HAMM,  Mu»«w. 

Spoooil*n«  D«p. 


*'  c 


cw 


MM  Burmu 


PORAT 


AH  rimtunm  otiouW  b.  no*  p. 
IATKJN.  Chow,  Md  *~ld  W  » 


akV  01  ond  of  ponod 

*>  ordv  ft  THE  TRAFFIC  SERVICE  COR 
or  Nm  York  , 


TERMS  OF  SUBSCRIPTION 

ONE  YEAR '.    .         110.00 

SIX  MONTHS •  •«• 

THREE  MONTHS "• 

SINGLE  COPY J» 


4IMM)  South  Market  Strait. 
CHICAGO.  ILL. 


Colorado  Building. 
WASHINGTON.  D.  C. 


GENERAL   RATE  INQUIRY    DECISION 

The  decision  of  the  Commission  in  the  general  rate 
inquiry  has  at  last  been  promulgated.  In  spite  of  the 
propaganda  that  has  been  carried  on  in  high  quarters  in 
f.i\or  of  radical  rate  reductions,  the  decision  is  a  sur- 
to  most  per-oii*.  who  had  watched  the  evidence 
submitted  t<>  the  Commission.  It  had  not  been  sup- 
posed that  the  reductions,  if  any,  would  be  so  large  or 
so  general.  The  decision  means  an  a\.rage  reduction  of 
ten  per  cent  on  all  freight  rates.  The  way  the  decision 
put-  it  i-  to  reduce  the  percentages  by  which  rates  were 
increased  under  Kx  Parte  No.  74.  Some  rates  reduced 
I  are.  of  course,  excepted  from  the  ef- 
fect of  the  new  decision. 

Inasmuch  as  the  carriers,  under  present  rates,  have 
been  unable  to  earn  the  five  and  three-quarters  per  cent 
on  their  valuation  that  the  Commission  now  says  they 
are  entitled  to,  it  is  difficult  to  sec  how  they  will  be  able 
to  earn  it  with  a  ten  per  cent  cut  in  freight  rates.  In 
ear  1921  they  earned  3J1  per  cent.  In  the  first 
three  months  of  this  year  they  earned  4.31  per  cent.  Last 
:i.  their  best  month  since  the  present  rates  were  pro- 
mulgated, they  earned  5.X3  per  cent,  but  that  was  at- 
tributed largely  to  the  vast  movement  of  coal  in  advance 
of  the  strike. 

The  only  possible  justification  for  such  a  decision 
would  be  a  belief  that  reductions  in  freight  rates  would  so 
stimulate  bii-  -  to  increase  earnings  in  spite  of 

lower  rates.     That,  of  course,   the  Commission   affects 
•  re.     C.ut  there  is  nothing  substantial  on  which  t" 
-tub  a  belief.     It  is  merely  the  theory  of  persons 
who  want  reductions.     Persons  who  have  gone  into  the 
matter   scientifically   do  not   believe   that  even   a   more 
radical  cut  in  freight  rates  than  the  Commission  has  now 
administered  would  have  a  material  effect  on  the  general 
volume  of  business.    That  is  the  unanimous  -entiment  of 
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railroad  traffic  men.  One  might  say,  of  course,  that  they 
are  prejudiced,  but  why  should  they  maintain  the  posi- 
tion they  do  maintain  if  they  are  not  sincere?  Their  ob- 
ject is  to  get  business  and  make  money.  If  lower  rates, 
in  their  opinion,  would  achieve  this  object,  what  reason 
would  there  be  for  their  not  advocating  reductions? 
Besides,  railroad  traffic  men  are  not  the  only  ones  who 
hold  that  belief. 

What  seems  to  have  happened  is  that  the  Commis- 
sion has  either  yielded  to  the  ignorant  public  and  admin- 
istration clamor  for  reduced  rates  as  a  means  of  restor- 
ing busines>  to  normalcy,  or  is  itself  an  honest  victim  of 
that  fallacy,  and  has  recommended  a  cut  in  rates  as  deep 
as  it  dared,  hoping — without  anything  but  theory  on 
which  to  base  that  hope — that  events  will  justify  its 
action.  In  our  opinion,  only  two  things  could  happen  to 
make  the  decision  of  the  Commission  anything  other 
than  harmful.  One  would  be  a  decision  by  the  Railroad 
Labor  Board  cutting  wages  in  an  amount  equal  to  the  cut 
in  freight  rates.  The  other  would  be  a  restoration  of  nor- 
mal business  conditions  that  would  cause  freight  to  move 
in  sufficient  quantities  to  make  the  business  of  carrying  it 
profitable  in  spite  of  the  Commission's  action.  If  either 
of  these  things  happens,  the  Commission  and  the  coun- 
try will  simply  be  lucky.  We  suppose,  however,  if  the 
revival  of  business  should  come,  it  would  be  attributed 
largely  to  the  reduction  in  rates  by  those  who  now 
favor  the  reduction  for  the  sake  of  business  health,  and 
the  Commission  would  thus  be  glorified  among  the 
ignorant. 

There  will,  of  course,  be  an  immediate  increase  in 
traffic  for  the  reason  that  considerable  freight  has  been 
lieM  up  pending  a  decision.  Any  definite  decision,  how- 
«  \.r.  would  have  released  it  and  this  tonnage,  though  it 
may  show  an  immediate  increase  for  the  railroads,  will 
not  mean  anything  in  the  long  run,  for  it  would  have 
moved  some  time,  no  matter  what  happened. 

We  find  two  things  for  gratification  in  the  decision 
of  the  Commission.  One  is  that  there  lias  been  a  deci- 
Any  kind  of  final  settlement  was  preferable  to 


sion. 

much  farther  delay.  Business  wanted  certainties  and  not 
suspense.  The  other  is  that  the  reduction,  as  long  as  one 
is  made,  is  to  be  made  by  the  general  percentage  method, 
thus  making  the  reductions  by  the  same  method  used  in 
applying  the  increases  that  are  now  to  be  partly  re- 
moved. That  was  the  method  advocated  by  the  National 
Industrial  Traffic  League  and  by  ourselves. 

As  to  the  action  of  the  President  of  the  United  States 
in  attempting  to  influence  the  decision  of  the  Commis- 
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Gulf,  Mobile  and 
Northern  Railroad 

Maintains  Daily  Through  Fast  Freight  Schedules 

via  connections  at  Bells,  Jackson,  Middle- 
ton,  Tennessee,  New  Albany,  Newton, 
Laurel,  Miss.,  and  Mobile,  Alabama,  afford- 
ing quick  deliveries  between  Northern  cen- 
ters and  Southern  and  Southwestern  points. 


SOUTHBOUND 

9:30  AM  4:30  PM  Lv.  Jackson  Ar. 
5:00  PM  12:30  AM  Lv.  New  Albany  Ar. 
4:39  AM  1 :20  PM  Ar.  Newton  Lv. 

5:00  PM  Ar.  Meridian  Lv. 
7:40  AM    4:30  PM  Ar.  Laurel       Lv.  11 :40  PM 

4:10  AM  Ar.  Mobile      Lv. 


NORTHBOUND 
10:20  PM    8:50  AM 

3:00  PM 

2:30  AM 


1:45  AM 
12:25  PM 
9:50  AM 
9:30  AM 
10:00  PM 


THE  ROAD  OF  SERVICE 


CHICAGO,  ILLINOIS 
551  Marquette  Bldg. 

DETROIT,  MICHIGAN 
704  Free  Press  Bldg. 

ST.  LOUIS,  MISSOURI 
426  Pierce  Bldg. 


Office*  at: 

KANSAS  CITY,  MISSOURI 

737  Railway  Exchange  Bldg. 
MEMPHIS,  TENNESSEE 

436  Bank  of  Commerce  Bldg. 
NEW  ORLEANS,  LOUISIANA 

1012  New  Hibernia  Bldg. 


MOBILE,  ALABAMA,  71  Conti  Street 


NEW  CARGO  FACILITIES 

The  PORT  OF  TACOMA  announces  the  letting  of 
the  contract  for  the  construction  of  its  SHED  No.  1  on 
PIER  TWO. 

This  FIREPROOF  structure  will  be  1040  ft.  by  180  ft. 
in  size  and  should  be  in  operation  by  January,  1923. 

Shippers  of  general  cargo  may  then  partake  of  the 
service  that  has  made  PIER  ONE  the  most  popular  and 
efficient  ocean  terminal  on  Puget  Sound. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  U.  S.  A. 


May  27.  1939 
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MI 'ii,  we  have  to  .-ay  that  it  is  subversive  of  the  purpose 
•  •I  our  American  institutions  and  approaches  a  scandal. 
That  the  public  press  has  not  taken  it  up  as  such  is  due 
to  the  fact  that  the  press  is  not  especially  impressed  as 
to  the  function  and  importance  of  the  Interstate  Com- 
merce Commission  and  does  not  recognize  in  the  atti- 
tude of  the  President  the  breach  of  propriety  that  it 
would  see  were  the  Commission  an  agency  with  which  it 
had  closer  acquaintance — as,  for  instance,  a  federal  court. 
\Ve  believe  the  decision  of  the  Commission  as  handed 
down  is  just  as  it  was  written  before  the  President  planned 
his  dinner  for  railway  executives  and  began  consulting 
with  the  commissioners — but  we  do  not  even  know  that. 
U'e  think  the  Commission,  without  doubt,  did  delay  its 
decision  at  the  suggestion  of  the  President.  What  would 
have  happened  to  the  decision  if  the  result  of  his  confer- 
ence with  the  rail  presidents  had  been  different  from 
what  it  was  can  only  be  a  matter  for  speculation.  But 
there  has  been  enough  to  indicate  that  the  President  has 
tried  to  meddle  and  that  the  Commission  has' been,  at 
least  in  some  degree,  complacent. 

Quite  aside  from  this  point,  the  President,  though 
within  his  rights  in  taking  a  position  for  public  consump- 
tion in  the  matter  of  the  level  of  rates  and  their  effect  on 
biiM'ness  conditions,  has,  nevertheless,  done  a  distinct 
harm  in  increasing  the  popular  impression- -for  the  crea- 
tion of  which  he  is  largely  responsible — 'that  the  railroad* 
have  persisted  in  maintaining  rates  that  have  been  de- 
structive of  business. 

As  for  the  railroad  executives  themselves,  they  de- 
serve even  worse  than  they  have  received.  We  do  not 
know  what  they  told  the  President,  though  we  are  in- 
formed that  they  gave  him  rather  cold  comfort  in  his 
plan  for  radical  voluntary  reductions.  We  <lo  not  know 
what  they  told  the  Commission  in  their  two  recent  be- 
hind-the-door  conferences  with  that  body.  But  we  do 
know  that,  by  their  silence,  so  far  a-  the  public  is  con- 
cerned, they  have  contributed  to  the  popular  impression 
that  they  arc  a  gang  of  pirates  and  that  the  President  of 
the  United  States  is  doing  his  best,  in  the  face  of  legal 
and  other  obstacles,  to  make  them  walk  the  plank.  Why 
do  they  not  endeavor  to  show  the  public  by  a  manly 
stand  that  they  are  right  and  the  President  is  wrong? 
If  they  do  not  do  that  they  will  have  no  one  but  them- 
selves to  blame  if  the  public  believes  the  contrary.  They 
should,  in  our  opinion,  not  only  do  that,  but  they  should 
fight  the  rate  cut  now  proposed  by  the  Commission,  if 
only  as  a  means  of  convincing  the  public  that  rates  have 
not  been  too  high. 


THE  ST.  LAWRENCE  CANAL 

\llen,  of  Kansas,  an.l  Governor  Miller, 
of  N'.-w  Yi.rk,  renewed  in  Chicago  last  Tuesday  night  at 
a  banquet  of  the  Illinois  Manufacturers'  Association, 
their  debate  on  the  Great  Lakes-St.  Lawrence  waterway 
project,  Governor  Allen  contending  for  it  and  Governor 
Miller  taking  the  other  side,  though  he  explained  that 
he  was  not  opposing  the  project  but  merely  content! 
that  a  convincing  case  had  not  yet  been  made  for  it  and 
that  there  should  be  farther  investigation  by  unbiased 
experts. 


Briefly,  it  may  be  said  that  Governor  Allen  based 
his  argument  on  the  great  saving  to  the  middle  west 
that  would  be.  brought  about  in  transportation  costs — 
using  grain  as  his  chief  example — if  this  waterway  were 
built  and  ocean  vessels  took  on  and  discharged  cargoes 
at  Great  Lakes  ports.  Governor  Miller,  while  not  deny- 
ing that  there  might  be  such  benefit,  contended  that  the 
point  was  whether  the  boats  could  and  would  use  the 
waterway  if  it  were  built.  He  said  it  had  not  been 
shown  that  they  would,  even  if  they  could,  and  he  did 
not  believe  they  would.  In  other  words,  his  argument 
was  that,  however  attractive  the  picture  drawn  by  the 
advocates  of  the  plan  and  however  desirable  it  might 
be,  if  it  would  accomplish  what  was  promised  for  it, 
men  ought  not  to  be  induced  to  favor  it  until  their  busi- 
ness sense  was  satisfied,  and  pleas  by  interested  persons 
for  it,  without  satisfactory  evidence,  were  no  more  en- 
titled to  consideration  than  arguments  by  interested 
persons  against  it,  without  such  evidence. 

Of  course,  there  were  many  ramifications  of  this 
argument,  one  being  the  reply  of  Governor  Miller  to 
i  iovernor  Allen's  statement  that  the  railroads  were  be- 
coming unequal  to  the  task  of  transporting  the  coun- 
try's commerce,  that  the  way  to  help  the  railroads  was 
not  by  giving  them  water  competition  but  by  adopting 
policies  of  governmental  regulation  that  would  enable 
them  to  make  adequate  profits  out  of  which  they  might 
extend  their  facilities.  To  that  we  heartily  subscribe. 
\Ve  have  made  the  same  point  ourselves  many  times. 
There  may  be  many  good  arguments  for  this  proposed 
waterway,  but  inadequacy  of  rail  transportation  is  not 
one  of  them.  To  be  sure,  Governor  Miller  was  incon- 
M-tent  in  suggesting  that  what  ought  to  be  done,  in- 
stead of  building  the  Great  Lakes-St.  Lawrence  Canal, 
was  to  improve  the  navigable  rivers  and  to  build  and 
complete  other  canals  that  would  be  of  more  practic'il 
benefit,  and  in  pointing  out  that  the  natural  water  outlet 
of  the  middle  west  was  down  the  Mississippi  River  and 
through  the  gulf  ports.  Governor  Allen  pointed  out 
that,  though  the  New  York  governor  was  fearful  of 
harming  the  railroads  by  means  of  the  St.  Lawrence 
route,  he  did  not  seem  to  entertain  the  same  protective 
feeling  when  it  came  to  the  matter  of  other  water  routes. 
But  men  say  many  inconsistent  things  in  the  heat  of 
dj^te  and  the  question  is  not  who  made  the  best  argu- 
ment, anyway. 

But  regardless  of  whether  the  proposed  waterway 
it  feasible  as  an  engineering  possibility;  regardless  of 
whether  the  transportation  needs  of  the  country  would 
make  it  desirable  that  ocean  boats  should  ply  the  St. 
Lawrence  and  the  Great  Lakes ;  regardless  of  whether 
the  saving  to  the  middle  west  in  transportation  costs 
would  justify  building  the  canal,  if  it  were  used  as 
hoped;  regardless  of  whether  the  development  of  hydro- 
electric power  from  this  project  would  be  a  sound  com- 
mercial enterprise,  the  fact  still  remains  that  the  ques- 
tion to  be  answered  first  is  whether  the  boats  would  use 
the  waterway  if  it  were  built.  We  have  discussed  this 
point  of  view  before.  We  do  not  believe  the  bo.it^ 
would  use  it,  as  hoped.  At  least,  Governor  Millar,  solf- 
ish  or  not,  is  right  when  he  says  that  this  question  has 


1136 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  21 


not  been  answered  in  such  way  as  that  any  good  busi- 
ness man  would  feel  justified  in  investing  a  Hollar  m  the 
proposition. 

RAILROAD  COAL  MEN  MEET 

Coal  conservation  was  the  chief  topic  considered  by  the 
International  Railway  Fuel  Association,  at  the  fourteenth  annual 
meeting  held  In  Chicago,  this  week.  Methods  of  purchase, 
Coking,  and  storage  were  discussed  by  a  number  of  speakers. 
In  opening  the  meeting,  L.  W.  Baldwin,  vice-president  of 
Illinois  Central,  urged  the  conservation  of  coal  as  one  of  the 
steps  necessary  to  make  it  possible  for  the  railroads  to  make 
a  rate  reduction,  for  which  "there  has  been  considerable  agita- 
tion." He  said: 

The  public  has  the  right  to  demand  of  us,  as  public  servants,  that 
we   exhaust   our   best   efforts   to   furnish   the    most   economical   trans- 
portation   service    possible.      That    does    not    mean    that    we    i 
hectect    these   properties,   which   are    placed   In    our   care    in   order   t 
reduce  rates,   but   It   does  mean  that  we  should   be  constantly  on   tne 
alert  to  stop  all  the  leaks  and  wastes  in   the  business  of  performing 

anKorrson'ientfnip  there  has  been  considerable  agitation  for  reduction 
In  rates.  As  you  well  know,  It  is  of  the  utmost  importance  that  rates 
not  be  reduced  generally  until  the  spread  between  operating  revenues 
and  operating  expenses,  which  was  inherited  from  the  war  period  am 
federal  control,  is  overcome.  We  are  seeking  to  do  that  by  the 
thousands  of  operating  economies  with  which  every  one  of  you  are 
familiar.  We  must  let  the  public  know  what  we  are  doing  along  these 
lines.  If  we  take  the  public  into  our  confidence,  frankly  and  fully,  we 
can  overcome  much  of  the  destructive  criticism  which  finds  its  ex- 
pression in  harassing  legislation  and  restrictive  regulation. 

We  are  passing  through  a  testing  period.  The  future  of  the  rail- 
roads for  a  long  time  to*come  will  be  governed  by  the  developments 
of  the  next  few  months.  The  spirit  of  the  times  demands  that  we 
give  our  best,  most  conscientious  service  to  our  profession. 

It  would  require  some  time  for  me  to  go  into  the  details  of  the 
many  ways  various  classes  of  employes  can  conserve  fuel,  directly 
and  indirectly.  But  it  is  most  essential  to  educate,  interest  and  stimu- 
late all  of  them  all  the  time.  When  you  have  interested  division 
superintendents  on  a  railroad  to  the  extent  that  they  will  give  fuel 
conservation  their  personal  and  constant  attention,  then  only  do  you 
obtain  the  best  results. 

I  do  not  want  to  be  quoted  as  saying  that  fuel  conservation  results 
are  entirely  in  the  hands  of  the  men  and  local  officers:  There  are  a 
great  many  things  for  the  managements  of  the  railroads  and  other 
properties  to  consider  and  act  upon.  We  must  have  fuel  Inspection  at 
the  mines,  and,  where  coal  Is  placed  in  storage,  It  must  be  scientific- 
ally handled  to  insure  economical  end  proper  results. 

W.  L.  Robinson,  superintendent  of  fuel  and  locomotive  per- 
formance, Baltimore  &  Ohio,  president  of  the  association,  out- 
lined the  work  of  the  association  as  one  of  education.  He  said 
fuel  conservation  was  not  merely  a  mechanical  department 
function,  but  ought  to  be  made  the  business  of  each  department 
of  the  railroads.  In  part,  he  said: 

The  main  object  of  the  association,  of  course,  is  educational,  and 
its  efforts  have  been  along  the  lines  of  endeavoring  to  present  the 
fuel  problem  in  such  a  manner  that  the  personnel  of  all  departments 
on  the  railroads  will  appreciate  their  responsibility  for  economical  use 
of  fuel,  and  to  discuss  ways  and  means  for  the  co-ordination  of  the 
work  of  all  railway  agencies  toward  the  end  of  ultimate  reduction  in 
fuel  costs. 

Fuel  economy  was  long  considered  purely  a  mechanical  department 
matter,  but  this  association  has  for  years  advocated  the  policy  of 
arousing  all  the  departments  to  a  realization  of  their  share  in  the 
responsibility.  There  are  at  present  many  of  our  members,  who  may 
be  classed  as  transportation  or  operating  officers,  and  much  has  been 
gained  through  papers  and  addresses  delivered  at  previous  meetings 
by  general  managers,  general  superintendents  and  other  operating 
officers.  We  are  today  looking  forward  to  hearing  about  fuel  con- 
servation from  the  standpoint  of  a  division  superintendent.  Not  so 
long  ago  our  annual  meetings  appeared  much  like  one  of  mechanical 
department  officers  of  traveling  engineers.  Today,  we  have  these 
men.  hut  In  addition  we  also  have  representatives  from  practically 
every  branch  of  all  departments  Interested  in  railroad  operation. 

Car  shortage  is  not  the  only  disability  the  carriers  have  to 
meet  In  times  of  maximum  traffic  density,  according  to  C.  G. 
Hall,  general  manager,  Walter  Bledsoe  &  Co.,  who  spoke  on 
"Assigned  Cars  for  Railroad  Fuel."  May  24.  The  rules  promul- 
gated by  the  Commission,  In  April  and  October,  1920,  with  re- 
gard "to  the  allowance  of  assigned  coal  cars  for  railroad  fuel, 
were  not  considered  helpful  by  the  speaker,  who  advocated  the 
restriction  of  coal  cars  to  coal  loading  in  times  of  car  shortage 
as  a  better  remedy.  Touching  on  the  Commission's  assigned  car 
rules,  Mr.  Hall  said: 

The  justification  of  the  orders,  as  announced  by  the  Commis- 
•lon,  was  "In  order  that  railroad  fuel  requirements  may  be  reason- 
ably met  without  the  necessity  of  carriers  resorting  to  confiscation 
of  commercial  coal."  The  effect  of  the  orders  was  to  take  cars  out  of 
commercial  service  and  confine  them  to  railway  fuel  loading.  This 
coming  at  a  time  when  the  mines  of  the  country  were  getting  not 
to  exceed  a  fifty  per  cent  car  supply  and  with  the  railroads  using 
approximately  one-third  of  all  the  bituminous  coal  consumed  In  this 
country  (after  subtracting  the  tonnage  heandled  In  private  cars  of 
some  of  the  larger  Industries),  it  Is  very  evident  that  the  remainder 
of  the  coal  consuming  public  was  placed  In  a  very  bad  plight. 

The  evil  results  of  the  "assigned"  cars,  which  permit  the  railroads 
to  run  a  mine  full  time  regardless  of  the  supply  of  available  cars 
for  other  mines,  arc  many  and  far-reaching. 

There  never  was  a  time  during  the  maximum  demand  period  that 
the  entire  disability  of  the  railroads  to  meet  the  situation  was  con- 
fined to  a  lack  of  cars.  In  fart,  there  has  always  been  a  failure  to 
move  cars  loaded  and  empty  promptly,  due  to  lack  of  power,  side  track 
facilities,  tremlnal  facilities,  etc.,  which  has  delayed  and  blocked 
traffic  and  created  a  general  fall-down  in  service,  so  that,  with  those 


conditions  providing,  it  Is  not  fair  for  a  railroad  on  which  mines  are 
located  to  accept  cars  of  another  railroad  and  assign  them  to  one 
or  two  mines,  thereby  disrupting  the  equitable  distribution  of  cars  to 
all  mines  when  the  real  trouble  is  due  to  lack  of  facilities  and  move- 

menThenm«"°or  SSfflcu.tlS^thta  the  coal  Industry  and  Its  service  to 
the  public  are  directly  chargeable  to  the  railroads.  I  there  were 
ample  cars  and  other  transportation  facilities  at  all  times  to  tak< 
care  of  the  offerings  of  the  mines  to  meet  the  peak  demands  the 
troubles  of  the  Industry  would  soon  vanish,  as  the  market  would  be 
stabilized  and  the  prices  would  hug  the  cost  of  production  so  closely 
that  the  number  of  active  mines  would  be  reduced  and  confined  to 
a  capacity  to  meet  the  actual  peak  requirements.  The  only  alter- 
native to  the  very  great  expenditure  on  the  part  of  railroads  to  pro- 
vide equipment  and  facilities  to  meet  the  peak  demand  offerings 
would  be  for  the  railroads  and  other  large  consumers  to  provide 
storage  facilities  to  create  stocks  during  slack  demand  periods 
equalize  production  and  distribution  sufficiently  to  greatly  modify 
the  extremes  that  will  occur  under  the  existing  policy  of  consumers 
to  buy  only  such  coal  as  is  currently  required. 

The  Issuance  of  orders  by  the  Interstate  Commerce  Commission, 
such  as  those  of  April  15th  and  October  1st,  1920,  will  not  cure  the 
trouble,  but  coming,  as  they  do,  at  the  time  of  a  distracted  market, 
the  result  is  to  further  disturb  the  natural  distribution  of  coal  by 
forcing  it  into  channels  preferred  and  named  by  the  Commission  and 
withholding  it  from  contracts  and  orders  of  the  great  mass  of  con- 
sumers, including  the  domestic  users. 

Rather  than  confine  our  activities  to  criticism  of  the  Commission  s 
actions  in  this  respect,  however,  we  should  offer  some  constructive 
means  of  relieving  situations  such  as  arose  in  1920.  It  is  very  obvious 
that  a  coal  shortage  crisis  cannot  be  relieved  by  giving  one  or  more 
classes  of  consumers  preference  in  the  matter  of  car  supply,  and 
the  logical  and  practical  remedy  is  to  take  action  to  increase  produc- 
tion a  id  expedite  movement.  This  can  only  be  accomplished  by  re- 
stricting the  use  of  coal  cars  to  coal  loading  and  giving  same  such 
preferred  movement,  loaded  and  empty,  as  the  gravity  of  the  emer- 
gency may  Justify.  The  transportation  act  gives  the  Commission  the 
power  to  do  this. 

The  following  rules  to  govern  the  distribution,  interchange  and 
movement  of  open-top  cars  during  periods  of  rail  congestion  and  peak 
demands  for  coal  would  afford  the  desired  relief  to  the  public  and  at 
the  same  time  enable  railroads  to  protect  their  fuel  supply  without 
undue  confiscations  of  commercial  shipments: 

1.  A  railroad  may  designate  and  assign  cars  (owned  or  leased  by 
it)    for  company   fuel   loading,    but    such   cars  when    placed  at   a  mine 
for  loading  must  be  counted   in  the  pro  rata  share  of  cars  to  which 
such  mine  is  entitled,   based  o  nits  rating. 

2.  Cars  owned  or  leased  by  a  foreign  railway  may  be  designated 
and  assigned  for  its  company   fuel  loading  and  shall  be  given   to  the 
mine   to   which    consigned   if  such   cars   do   not   exceed    the   pro    rata 
share  of  cars  to  which  such  mine  is  entitled,  based  on  its  rating.    All 
cars  so  assigned  and  placed  at  the  mine  for  loading  must  be  counted 
in  the  pro  rata  share  of  cars  to  which  the  mine  is  entitled. 

3.  Open-top  cars   must  be  loaded   only  in   line   for  home,   and   if 
no  such  loading  is  available  they  must  be  immediately  returned  empty 
to  home   line  at  nearest  Junction. 


PETITIONS   FOR    REHEARING,    ETC. 

The  Director-General  has  asked  for  further  hearing  or  argu- 
ment in  No.  11650,  Texarkana  Pipe  Works  vs.  Director-General. 

The  St.  Louis  Chamber  of  Commerce,  intervener,  in  No. 
11388,  Public  Service  Commission  of  Indiana  et  al.  vs.  A.  T.  & 
S.  F.  et  al.,  has  asked  the  Commission  to  grant  a  rehearing  or 
reargument  of  that  case^ 

The  Central  Foundry  Company  and  the  Webb  City  &  Car- 
tersville  Foundry  &  Machine  Works,  two  of  the  complainants 
in  No.  11806,  United  Iron  Works,  Inc.,  vs.  Director-General,  Mis- 
souri Pacific  et  al.,  have  asked  the  Commission  to  grant  a 
rehearing  of  that  case  to  enable  them  to  introduce  further 
evidence  to  show  that  the  freight  charges  in  question  were  paid 
and  borne  by  them. 

Complainant  in  No.  11940,  Great  Lakes  Dredge  &  Dock  Co., 
has  asked  the  Commission  to  grant  reargument  in  this  case. 


SETTLEMENTS    WITH    CARRIERS 

The  Railroad  Administration  reports  the  following  final 
settlements,  and  has  paid  out  to  the  several  roads  the  following 
amounts:  Pacific  Fruit  Express  Company,  $2,925,000;  Piedmont 
&  Northern  Railway  Company,  $100,000;  Durham  &  Southern 
Railway  Company,  $75,000;  Pueblo  Union  Depot  ft  Railroad  Com- 
pany, $7,700. 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  Railroad  Companies  and  the 
Administration  during  the  twenty-six  months  of  Federal  control. 

The  Commission  has  certified  to  the' Secretary  of  the  Treas- 
ury that  $16,683.34  is  payable  to  the  Tonopah  &  Goldfield,  in 
final  settlement  of  the  guaranty.  The  total  amount  the  car- 
rier was  found  entitled  to  under  the  guaranty  was  $96,683.34. 

The  Commission  has  certified  that  $58,711.84  is  due  the  Rock 
Island  Southern  Railway  Company  in  final  settlement  of  the 
guaranty. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $55,000  is  payable  as  a  partial  payment  on  the  guaranty 
to  the  Chicago,  Peoria  &  St.  Louis. 


C.  &  N.  W.  BONDS 

The  Chicago  &  North  Western  has  applied  to  the  Com- 
mission for  authority  to  sell  $1,815,000  of  its  general  mortgage 
gold  bonds  of  1987,  now  in  its  treasury,  and  to  issue  and  sell  its 
general  mortgage  gold  bonds  of  1987  in  the  amount  of  $418,000, 
to  reimburse  its  treasury  for  moneys  expended  out  of  income 
for  additions  and  betterments  and  on  account  of  the  retirement 
of  underlying  bonds. 
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Decisions  of  Interstate  Commerce  Commission 


REDUCED  RATES,  1922 

Declaring  that  the  tendency  It  toward  Increased  revenues. 
lowered  coot*,  and  higher  net  income  for  the  carriers,  and  that 
It  is  futile  to  assume  that  rates  can  or  should  be  stabilized  on 
the  present  high  basis,  the  Commission,  May  24,  announced  its 
decision  in  No.  13293,  Reduced  Rates,  1922.  In  the  matter  of 
rates,  fares,  and  charges  of  carriers  by  railroad  subject  to  the  in- 
terstate commerce  act,  opinion  No.  7649.  68  I.  C.  C.  676-747.  The 
opinion  stated  that  the  case  was  decided  May  16. 

Officials  of  the  Commission  said  the  pffgci  nf  the  Hot-uini) 
was  to  make  «.  10  Per  cent  cut  on  all  freight  traffic,  with  the  fl 
ceptlon  of  tha  traffic  on  wnicn  reductions  hare  been  mart  ft  sinc 
A  •"-:  ;  -•  M,  192Q  in  the  western  grain  rate  cose,  the  western  liv 


•  •  • 


live 
I"m1»»r  «••«•    whirh   re- 


difctiona  will  stand  without  any  additional  reduction  being  made. 
The  voluntary  reduction  of  10  per  cent  on  agricultural  products, 
which  will  expire  by  limitation  June  30.  1921  will  In  effect  be 
continued  and  no  additional  cut  on  that  traffic  will  be  made. 
It  was  learned  that  with  respect  to  the  hardwood  lumber  case, 
however,  where  tin-  rates  have  not  already  been  reduced  10 
or  more  a«  the  result  of  that  decision,  they  shall  In 
reduced  along  with  the  other  rate*. 

The  general  10  per  cent  cut  will  apply  in  casea  where  reductions 
have  been  made  since  August  26,  1920.  for  the  purpose  of  equalis- 
ing rates.  No  reductions  In  passenger  rate*  were  authorised, 
and  the  Pullman  surcharge  remains  In  effect 

It  Is  estimated  that  the  cut  will  mean  10  the  shipping  public, 
in  dollars  and  cents.  In  the  neighborhood  of  1226.000.000.  In 
[heir  constructive  year,  based  on  1921  tonnage,  the  carriers  esti- 
mated the  net  effect  of  reductions  since  the  Increases  of  1920  at 
$186,700,000.  which,  with  the  estimate  abov  of  $226.000.000.  will 
bring  the  total  reductions  since  August  26.  1920.  to  1411.700,000. 
The  Commission  said  in  the  opinion  that  rates  of  pay  for  em- 
ployes hare  been  reduced  to  an  extent  which,  based  upon  the 
light  traffic  of  1921.  was  estimated  by  the  carriers  to  aggregate 
more  than  $350.000.000  per  annum,  and  that  the  Railroad  Labor 
Board  has  estimated  that  the  reduction  exceeds  $400.000.000  per 
annum  without  taking  Into  account  changes  in  rules  and  work- 
Ing  conditions. 

No  order  was  Issued  by  the  Commission  It  said  that  the  car- 
riers should  advise  It  promptly  and  not  later  than  May  31.  If 
possible,  whether  the  findings  would  be  carried  into  effect  with- 
out formal  order  or  orders. 

The  Commission  found  that  on  and  .ifter  March  1.  lT«-'2. 
6.75  per  cent  would  constitute  a  fair  return  on  the  aggn  . 
value  of  the  railway  properties  of  the  carriers  ax  <!•  >>-i  inim-'i  In 
namely  $18,900.000.000.  subject  to  such  adjustment 
as  may  be  necessary  on  acco'unt  of  subsequent  additions  to  or 
withdrawals  from  the  property  In  service.  Including  materials 
and  supplies  and  working  capital  and  further  d«  in.  rial  Ion. 

In  the  beginning  of  the  opinion,  the  Commission  set  forth 
the  purposes  of  the  proceeding.  It  said  the  Important  questions 
for  determination  were  whether  present  rates,  fares  and  charges, 
in  the  aggregate,  as  a  whole  or  In  the  several  rate  group 
fined  In  Kx  Parte  74,  or  upon  specified  commodities  or  descrip- 
tions of  traffic,  are  or  will  be  unreasonable  under  section  1  or 
revisions  of  the  act;  whether  siirh  rates,  fares  and 
charges  are  those  which  will  most  nearly  produce  a  fair  return. 
as  provided  In  section  ISa;  and  what  the  fair  return  shall  be  on 
and  after  March  1.  1*22. 

Referring  to  the  Increases  In  rates  authorized  In  Kx  Parte 
74.  the  Commission  said  that  late  In  1920  there  developed  a  pro- 
nounced and  long-continued  business  depression,  nation  wide,  a 
phase  of  the  general  post  helium  adjustment  throughout  the 
world 

ictlcally  all  traffic  and  all  Industry  have  he.  n  affi cted." 
II  said.  "There  has  been  substantial  reduction  In  the  price  of 
most  commodities  without  a  correspondinc  reduction  In  rates. 

re  Is  a  definite  conviction  in  the  minds  of  the  shipping  public 
that  the  present  rate  level  Is  unreasonably  high,  is  an  eftVctiv 
barrier  to  the  return  of  business  activity,  prosperity,  and  the 
usual  volume  of  traffic,  and  that  It  should  be  substantially  re- 
dw 

Fair   Returns 

t'nder  the  heading  "Fair  Return"  the  Commission  quoted 
paragraph  3  of  section  15a.  citing  the  fact  that  it  had  exen 
the  discretion  conferred  ui>on  It  therein  and  to  the  6.5  per  cent 
return  added  the  one-half  of  one  per  cent  during  the  period 
March  1.  1920.  to  March  1.  1922.  It  said  that  since  August.  1920. 
carriers  as  a  whole  or  as  a  whole  In  their  respective  rate 
groups,  had  failed  by  a  considerable  margin  to  earn  the  author. 

r>.     Continuing  It  said: 

is  urged  by  some  that  under  existing  conditions  the  ques- 
tion of  a  fair  return  for  the  future  Is  academic  and  that  it  is  not 
••ssary   for  us   to  determine   a   percentage   of   return   at   this 


time.  \Ve  do  not  take  this  view.  The  operation  of  economic 
forces  which  have  prevented,  or  which  may  hereafter  prevent, 
carriers  from  earning  a  fair  return  under  the  adjustment  of 
rates  then  prevailing  does  not  constitute  a  bar  to  determination 
of  what  fair  return  should  be.  By  the  qualifying  words  'as  near- 
ly as  ma  ybe,'  Congress  recognized  that  conditions  during  cer- 
tain periods  might  prevent  such  realization  under  any  adjust- 
ment of  rates. 

"The  provisions  of  section  I'.a  in  this  respect  have  been 
framed  in  recognition  of  constitutional  guaranties  of  fair  return 
upon  property  devoted  to  puhlie  use.  They  also  declare  the 
policy  of  Congress — 

in  Us  control  of  It*  interstate  ciuiiiiirn-e  system     •     •     •     to  make  the 

tin-    nee-rtu    of    the    coiintr>     liy    securing    for    It    a 

of  th«  won   i:  iflroad 

I  •..mini.-.-:  M     :.|       V        C       I         A      Q.     II.     It.     Co..     fifi    I,,     ed. 

(I  .  s  Sup.  ct.i  L':u;.  12  Sup.  Ci.  K.  p.  -  '•-,  .l.'.-i.lr.l  1.  luuary  27,  1922. 
"The  determination  of  what  will  constitute  a  fair  return 
under  paragraph  (31  of  section  15a  is.  in  our  judgment,  a  func- 
tion distinct  from  that  of  initiating  and  adjusting  rates  under 
paragraph  (2)  of  that  section.  Section  15a.  reasonably  construed, 
coniumplates  the  determination  of  a  return  which  the  carriers. 
collectively  or  in  rate  groups,  may  attain  over  a  period  of  time 
under  rates  adjusted  from  time  to  linn-  with  that  object  In  view. 
The  phrase  "from  time  to  time"  does  not  mean  that  we  should 
adjust  ami  readjust  rate.-  to  inert  business  fluctuations.  Whether 
carriers  may  be  able  to  earn  an  aggregate  net  railway  operating 
income  equal  to  a  fair  return  must  depend  to  a  large  extent  upon 
husiness  conditions.  In  the  Wisconsin  case,  supra,  the  court 
said: 

Tli.  new  measure  Impowil  nn  nfllrrnHtlve  duly  on  the  Interstate 
<•,. ii,  i..k.  ..th. -i  Important  stops  to 

nmlntnin  <"i    tl"     people    of    the    Cnited 

StHt-  :    In   Kertion    l.'ni   to   be   one   of   the 

purl".—  *  ..I  i  he  lull. 

"We  have  before  us  a  practical  problem.  The  record  em- 
phasizes the  need  of  a  constant  Influx  of  capital  to  meet  the 
country's  growing  transportation  needs.  In  the  10-year  period 
ending  June  a  period  of  relatively  low  costs  of  ma- 

ils, supplies  and  labor  as  compares!  with  present  costs,  there 
was  a  net  addition  to  capital  account  for  new  lines  and  exten- 
sions, additions,  betterments,  and  general  expenditures  prop- 
erly chargeable  to  that  account  which  aggregated  about  5% 
billion  dollars,  or  an  average  of  574  millions  per  annum.  Ac- 
enrdlng  to  an  exhibit  of  the  carriers,  expenditures  for  such  pur- 
pose* In  the  1U  months  ended  September  30,  1921,  aggregated 
about  ::r,r.  millions,  an  average  of  1  million  a  day.  This  omits 

.iln  roads  not  reporting.    The  carriers  estimated  that.  I- 
on  the  volume  of  traffic  which  they  were  then  handling,  capital 
expenditures  In  the  year  1922  should  approximate  458  millions, 
and    that    If    Iran  -i    facilities    are    to    bo    expanded    in 

1922  as  the>  should  be  to  provide  for  a  materially  Increased  vol- 
ume of  huslncKx.  the  expenditure  this  year  should  be  approx- 
Ima'  aillons,  or  an  average  of  2  1-3  million  dollars  a  day. 

others  estimate  lesser  amounts.  Some  authorities  on  transpor- 
tation and  economic  conditions  place  the  requirements  for  the 
next  few  years  at  even  higher  amounts,  to  come  In  part  out  of 
earnings,  and  predict  that,  unless  there  Is  immediate  resump- 
tion of  new  construction,  a  return  of  anything  like  normal  busi- 
ness will  result  In  "strangulation  for  lack  of  transportation. 
Gibers  are  of  opinion  that  the  existing  transportation  machine,  if 
^svperly  maintained,  with  necessary  additions  In  the  way  of  ter- 
minals and  trackage  facilities.  Is  adequate  to  handle  the  business 
which  may  reasonably  be  expected  in  the  immediate  future. 

"It  Is  obvious  that  large  additions  to  capital  must  con- 
tinually he  made.  Most  of  the  capital  will  have  to  be  acquired 
through  the  Issuance  of  securities  which  must  be  sold  in  the 
markets  ot  the  world  in  competition  with  other  classes  of  se- 
curities. Within  the  next  few  years  the  government  must  pro- 
vide for  the  refunding  of  some  6  billions  of  Its  indebtedness. 
The  carriers  must  attract  money  by  rates  of  return  and  stability 
of  Investment.  While  return  must  not  exceed  a  reasonable 
charge  against  the  public  served.  It  must  be  such  as  to  obtain 
the  neede.i  new  capital.  It  is  necessary  to  determine  and  make 
public,  as  required  by  section  ir.a.  a  percentage  of  fair  return. 
Determination  of  the  percentage  implies,  or  carries  with  It.  no 
guaranty.  Read  In  connection  with  the  provision  for  recapture 
of  one-half  of  th>  ••  per  cent  It  Is,  instead,  a 

limitation. 

"Because  the  yield  on  some  railroad  bonds  has  declined  to 
something  o\  •  •  ent  It  does  not  follow  that  a  fair  return 

should  approximate  that  percentage.  We  do  not  deal  alone  with 
interest  rates  on  mortgage  obligations,  or  with  the  more  favor* 
ably  located  ami  prosperous  camera  whose  credit  conditions 
may  enable  them  to  obtain  money  at  relatively  :nU,mtageous  rates. 
In  the  ni.ipnire  provisions  Congress  recognized  that  uniform 
rates  on  crmpeiiilve  traffic  which  would  adequately  sustain  all 
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the  carriers  would  produce  substantially  and  unreasonably  more 
than  a  fair  return  for  some  carriers.  We  should  not  take  the  few, 
and  the  highest  type  of  their  securities,  as  the  basis  for  de- 
termining what  shall  be  a  fair  return  for  all.  It  can  hardly  be 
disputed  that  the  carriers  of  this  country  should  not  continue 
to  provide  for  all  needed  capital  by  successive  bond  issues. 
Issuance  of  bonds  in  a  disproportionate  degree  unduly  increases 
fixed  charges  and  tends  to  weaken  the  credit  of  the  carriers. 
In  such  a  process  eventually  a  point  must  be  reached  where  no 
new  capital  can  be  raised,  except  for  short  terms  at  high  rates. 
No  substantial  proportion  of  the  new  capital  has  been  raised  by 
issuance  of  stock  since  1907. 

"Notwithstanding  the  failure  of  the  carriers  to  earn  the  6 
per  cent  allowed  in  the  first  two  years  of  operation  under  sec- 
tion 15a,  there  is  an  upward  trend  in  railroad  securities,  which 
share  in  the  Improved  conditions  that  have  prevailed  generally 
in  the  money  market.  This  is  urged  upon  us  as  an  argument 
for  reduction  in  the  percentage  to  be  determined.  Other  ele- 
ments, however,  are  to  be  considered.  The  intent  of  Congress 
was  to  create  a  steady  and  reliable  flow  of  money  'for  enlarging 
such  facilities  In  order  to  provide  the  people  of  the  United 
States  with  adequate  transportation.'  A  substantial  reduction 
in  the  percentage  of  return  might  be  unsettling  in  Its  effect, 
particularly  In  light  of  the  fact  that  the  return  allowed  in  1920 
was  not  realized.  The  fact  that  a  utility  may  reach  financial, 
success  only  in  time  or  not  at  all  Is  a  reason  for  allowing  a 
liberal  return  on  the  money  invested  in  the  enterprise.  Gal- 
veston  Electric  Co.  vs.  City  of  Galveston,  42  Sup.  Ct.  Rep.,  351, 
decided  April  10,  1922. 

"In  numerous  cases  cited,  courts  and  regulating  authorities 
of  states  have  recognised  that  public  utilities  and  railroads  may 
be  permitted  individually  to  earn  under  reasonable  rates  at 
least  6  per  cent  upon  fair  value.  In  some  instances  higher 
rates  of  return  have  been  approved.  But  we  are  here  consider- 
ing return  'upon  'the  aggregate  value  of  the  railway  property.' 

"The  interstate  commerce  act  in  many  provisions  other 
than  those  quoted  Indicates  that  6  per  cent  may  be  regarded 
as  a  fair  return.  Paragraph  (6)  of  section  15a  provides  for  the 
disposition  of  net  railway  operating  income  in  excess  of  6  per 
cent  of  the  value  of  the  property  held  for  and  used  in  the  serv- 
ice of  transportation.  One-half  of  the  excess  goes  Into  a  reserve 
fund,  which  may  be  drawn  upon  for  certain  purposes,  in  ac- 
cordance with,  paragraph  (7),  when  net  railway  operating  in- 
come for  any  year  is  less  than  a  sum  equal  to  6  per  cent  upon 
the  value.  Under  paragraph  (12)  we  may  make  loans  from 
the  general  railroad  contingent  fund,  such  loans  to  bear  interest 
at  the  rate  of  6  per  cent  per  annum.  Under  paragraph  (14) 
we  may  lease  equipment  or  facilities  purchased  from  the  gen- 
eral railroad  contingent  fund,  the  'rental  charges  to  be  at  least 
sufficient,  to  pay  a  return  of  6  per  cent  per  annum  plus  allow- 
ance for  depreciation.  That  Congress  by  direct  legislation  fixed 
the  fair  return  for  the  period  of  two  years  beginning  March 
1.  1920,  at  the  rate  of  5%  per  cent,  to  which,  in  our  discretion, 
we  might  add  not  exceeding  one-half  of  1  per  cent,  Is  a  matter 
which  may  fairly  be  considered  in  the  determination  of  the 
rate  for  the  period  immediately  ensuing.  But,  taken  in  con- 
nection with  the  other  provisions  of  section  15  (a),  it  does  not 
constrain  us  to  consider  5%  per  cent  as  maximum  in  de- 
termining a  fair  return  for  the  ensuing  period. 

"Under  our  system  of  accounts  all  charges  to  the  account 
'railway  tax  accruals'  are  deducted  from  railway  operating  rev- 
enues before  arriving  at  railway  operating  income,  and  all  State 
and  Federal  taxes,  income  or  other,  relating  to  carriers'  rail- 
way property,  operations,  and  privileges,  are  charged  to  that 
account.  This  method  of  accounting  was  recently  sanctioned 
by  the  Supreme  Court  of  the  United  States  in  Galvestlon  Elec- 
tric Co.  vs.  City  of  Galveston,  supra.  As  indicated  by  the 
Court,  the  net  income  under  this  accounting  procedure  is  to 
the  stockholder  a  tax-exempt  Income,  and  Uiis  fact  should  be 
considered  in  determining  what  return  shall  be  deemed  fair. 

"The  railway  operating  income,  increased  or  diminished, 
as  the  case  may  be,  by  the  credit  or  debit  balances  in  the  ac- 
counts known  as  equipment  rents  and  joint-facility  rents,  be- 
annual  net  railway  operating  income  equal,  as  nearly  as  may  be, 
less  than  It  otherwise  would  be  by  the  amount  of  income  tax 
accrued  or  paid.  The  term  'net  railway  operating  income'  is 
defined  in  paragraph  (1)  of  section  15a.  Under  paragraph  (3), 
above  quoted,  rates  are  to  be  so  adjusted  that  carriers  as  a 
whole  or  in  designated  rate  groups  will  earn  an  aggregate 
annual  net  railway  operating  income  equal,  as  nearly  as  may  be, 
to  a  fair  return.  If  this  were  realized  in  any  instance  the 
carrier  would  receive  that  return  over  and  above  •  all  taxes, 
including  the  Federal  tax  on  income,  and  if  the  fair  return  as 
determined  and  made  public  by  us  was  6  per  cent  the  carrier 
would  hold  that  return  'tax  free'  in  the  sense  that  after  pay- 
ment of  its  income  tax  it  would  still  have  left  the  6  per  cent. 

"Railway  corporations,  like  all  others,  are  subject  to  In- 
come taxes  which,  since  January  1,  1922,  amount  to  12.5  per 
cent  on  their  net  income  less  deductions  computed  as  provided 
in  the  income  tax  law,  42  Stat.  L.,  277.  In  our  view  railway 
corporations  should,  like  other  corporations,  pay  their  Federal 


Income  taxes  out  of  the  income,  rather  than  collect  It,  in  effect, 
from  the  public  in  the  form  of  transportation  charges  adjusted 
to  enable  it  to  retain  the  designated  fair  return  over  and  above 
the  tax.  We  may  observe  that  a  fair  return  of  5.75  per  cent, 
representing  an  aggregate  annual  net  railway  operating  income 
arrived  at  after  deducting,  among  other  things,  the  Federal 
income  tax  on  a  return  of  6  per  cent,  would  be  approximately 
the  equivalent  of  a  fair  return  of  6  per  cent,  out  of  which  the 
Federal  income  tax  was  payable." 

Property  Value 

Discussing  the  subject  .of  railway  property  value,  the  Com- 
mission reviewed  its  findings  in  Ex  Parte  74  and  said  that  in  the 
instant  proceeding  there  was  little  of  record  that  went  directly 
to  the  subject  of  value.  It  said  there  had  been  a  general  accept- 
ance, by  carriers  and  shippers,  of  the  value  taken  in  the  former 
determination  as  an  appropriate  basis  for  the  purposes  of  the 
present  proceeding.  It  said  the  carriers  had  not  attempted  to 
show  that  that  value  should  be  increased  other  than  by  appro- 
priate consideration  of  the  subsequent  increments  to  the  trans- 
portation plant.  It  commented  on  the  fact  that  the  valuation  of 
the  railroads  under  section  19a  had  gone  forward  but  that  the 
work  was  still  incomplete.  However,  it  said  that  the  work  has 
progressed  to  such  an  extent  that  it  might  accept  the  results  with 
fuller  assurance  both  as  to  particular  roads  and  as  showing  gen- 
eral trends  and  principles.  It  reached  the  conclusion  that  it 
found  no  present  reason  to  disturb  the  value  as  stated  In  Ex 
Parte  74,  except  as  to  necessary  adjustments  referred  to  hereto- 
fore. It  said,  however,  that  whether  the  value  taken  by  it  In  1920 
should  stand  without  consideration  of  the  later  items  or  not,  the 
difference  would  be  reflected  only  In  fractions  of  per  cents  of  the 
returns  as  the  results  of  operation. 

Then  taking  up  the  question  of  revenues  and  expenses  the 
Commission  said  that  the  net  railway  operating  income  for  1921 
of  class  1  carriers,  including  large  switching  and  terminal  com- 
panies, yielded  returns  of  3.30  per  cent  in  the  eastern  group,  in- 
cluding the  Pocahontas  region;  2.60  per  cent  In  the  southern 
group,  including  the  Illinois  Central;  3.50  per  cent  in  the  west- 
ern and  mountain-Pacific  groups,  and  3.31  per  cent  for  the  United 
States  as  a  whole,  on  the  valuation  set  up  in  Ex  Parte  74  for 
the  purposes  of  that  proceeding,  adjusted  by  the  carriers  to  cover 
class  1  roads  only,  together  with  additions  and  betterments  on 
class  1  roads,  aggregating  $605,000,000,  for  the  year  ended  Decem- 
ber 1,  1920.  It  then  submitted  tables  showing  the  trend  of 
operating  revenues,  expenses,  and  income  by  calendar  years  1916- 
1921  and  of  net  railway  operating  income  since  September,  1920, 
by  months,  and  discussed  these  tables. 

The  Commission  said  the  carriers  stated  that  they  had  appli- 
cations pending  before  the  Labor  Board,  seeking  reductions  in 
wages,  and  that  if  these  applications  were  acted  upon  favorably, 
corresponding  reductions  would  be  made  in  rates  taking  credit 
for  reductions  previously  made. 

"They  urge  that  if,  in  our  judgment,  the  present  high  level 
of  rates  is  made  necessary  by  wage  scales  higher  than  those  of 
comparable  labor  and  other  industries,  we  should  make  that  fact 
known  to  the  public,"  the  Commission  said.  "Railway  labor  or- 
ganizations contend  that  there  is  no  necessary  relationship  b» 
tween  transportation  charges  and  wages  of  employes.  They  chal- 
lenge the  position  taken  by  the  carriers  and  some  shippers  that 
reductions  in  transportation  charges  cannot  be  made  without 
contemporaneous  wage  reductions."  The  Commission  pointed  out 
that  in  1916  the  compensation  to  employes  of  class  1  carriers  was 
$1,468,576,394,  while  the  pay  roll  in  1921  was  $2,800,896,614,  an 
increase  of  $1,332,320,220,  or  nearly  91  per  cent.  It  said  that 
based  on  wage  rates  and  working  conditions  prevailing  at  the 
close  of  1921,  the  per  cent  of  increase  in  pay  roll,  1921  over  1916, 
making  no  allowance  for  the  small  traffic  in  1921,  would  be  77.7 
per  cent.  It  said  the  present  wages  were  still  far  above  the 
pre-war  level. 

"It  is  not  our  function  to  deal  with  wage  scales  and  we  ex- 
press no  opinion  as  to  what  the  rates  of  pay  should  be,"  the  Com- 
mission said.  "But  we  must  recognize  the  connection  between 
necessary  revenues  and  the  present  relatively  high  operating 
expenses." 

Efficiency  and    Economy 

Discussing  its  duties  under  the  transportation  act  as  to 
efficiency  and  economy  in  operation,  the  Commission  said  the 
evidence  indicated  realization  of  certain  savings  and  improve- 
ments in  operation  and  that  substantial  progress  had  been  made 
in  standardizing  the  various  parts  of  equipment,  thus  increasing 
their  interchangeability  and  promoting  economy  in  equipment 
repairs.  With  regard  to  the  testimony  of  the  representatives 
of  owners  of  railroad  securities,  the  Commission  said  that  it 
was  evident  that  the  full  economies  predicted  would  not  be  im- 
mediate, that  there  would  be  difficulties  in  attainment,  and  that 
heavy  expenditures  of  capital  would  be  required.  It  said  the 
far-reaching  importance  of  such  proposals  called  for  a  more  in- 
tensive study  by  carriers  and  the  proponents  than  appeared  to 
have  been  made.  In  conclusion  on  this  point  the  Commission 
said  the  record  did  not  disclose  any  general  lack  of  efficiency. 

Taking  up  the  subject  of  maintenance,  the  Commission  said 
the  significance  of  the  return  of  3.31  per  cent,  given  above  for 
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class  1  roads  for  1921,  depended  to  a  considerable  extent  on 
whether  the  maintenance  charges  for  that  year  represented 
adequate  upkeep.  It  said  the  carriers  generally  seemed  to  have 
taken  the  fact  of  under  maintenance  during  1921  for  granted 
rather  than  to  have  undertaken  to  prove  it  It  said,  however, 
individual  carriers  had  proved  its  existence  in  their  own  proper- 
ties. It  pointed  out  that  maintenance  charges  of  class  1  roads 
aggregated  $2,017,700.867  in  1921,  more  than  in  any  preceding 
year,  except  1920,  when  the  total  was  $2,623,985,448.  It  said  the 
decrease  of  1921  under  1920  was  23.1  per  cent  and  that  the 
volume  of  traffic  in  1921  as  measured  by  ton-miles  was  about 
25  per  cent  less  than  in  1920.  It  said  unusual  features  in  the 
operations  of  1920  made  that  year  unreliable  as  a  measure  of 
what  the  annual  outlay  for  maintenance  should  be.  It  said 
the  record  did  not  disclose  whether  the  actual  quantities  of 
material  applied  were  as  great  in  1921  as  in  previous  years. 

It  said  It  did  not  appear  that,  taking  the  country  as  a  whole, 
such  applications  in  1921  compared  unfavorably  with  those  of 
1920  or  of  the  test  period.  It  also  discussed  the  condition  of 
locomotives  and  freight  cars.  Its  conclusion  on  this  phase  of 
the  situation  was  that  the  carriers'  contention  that  current 
maintenance  was  deferred  in  1921  may  have  basis,  but  that  they 
bad  not  supported  their  contention  with  such  facts  of  record 
as  would  warrant  it  in  making  a  definite  finding  of  the  extent 
to  which  It  was  deferred.  It  said  that  It  was  of  the  opinion  that 
if  the  3.31  per  cent  return  for  1921  were  corrected,  such  cor- 
rected return  would  not  vary  so  materially  from  3.31  per  cent  as 
to  make  unsafe  or  unreliable  the  adoption  of  that  figure  as 
approximating  the  result  of  actual  operation  In  1921.  , 

The  Commission  went  Into  detail  In  discussion  of  the  testi- 
mony of  the  carriers  indicating  what  the  results  of  the 
operations  of  class  1  roads  would  be  for  a  constructive  year, 
based  upon  the  traffic  of  1921  under  rates  and  costs  prevailing 
In  February,  1922.  It  also  discussed  In  detail  changes  In  price* 
of  supplies  and  also  the  cost  of  labor.  Passing  from  the  con- 
structive year  to  the  prospects  of  the  immediate  future,  the 
Commission  said  the  carriers  estimated  that  the  revenue  tonnage 
for  1922  would  not  exceed  that  of  1921.  Continuing  the  Com- 
mission said: 

"In  support  of  this  position  they  assert  that  In  the  middle 
the  winter  wheat  crop  of  1922  will  be  less  than  that  of 
1921;  that  there  Is  prospect  of  a  considerable  decline  In  the  Cali- 
fornia citrus  crop  due  to  damage  by  frost:  and  that  In  the  South 
the  acreage  of  cotton  has  been  reduced  by  various  factors.  We 
are  not  ready  to  accept  February  crop  estimate*  as  accurate,  but, 
even  if  their  forecasts  of  these  three  crops  are  realized,  this  Is 
far  from  conclusive  that  the  aggregate  tonnage  of  agricultural 
products  will  be  decreased.  Yields  of  various  crops  vary  from 
year  to  year.  Some  are  good  and  others  are  poor,  and  large 
yields  of  other  crop*  may  more  than  offset  any  deficiency  In  these 
three.  Moreover,  facts  of  record  Indicate  that  In  the  South  cot- 
ton growing  Is  being  supplanted  to  some  extent  by  diversified 
farming. 

"The  carriers  asserted  that  there  wan  no  evidence  of  a  re- 
vival of  buslnesH  sufficient  to  warrant  a  prediction  of  Increased 
traffic  In  toe  near  future.  Since  the  second  week  in  January 
the  number  of  cars  of  revenue  freight  loaded  had  been  steadily 
Increasing,  but  this  the  carriers  In  part  discounted  on  the  ground 
that  the  Increased  car  loadings  were  caused  largely  by  emerg- 
ency shipments  of  coal  designed  to  guard  against  the  contingency 
of  a  strike  in  the  coal  fields  on  April  1.  Tli-  strike  has  occurred 
and  still  continues;  and  the  revenue  freight  loaded  has  some- 
what decreased. 

"A  subjoined  chart  shows  the  net  revenue  ton-miles  and 
passenger  ml U-s  from  1890  to  1921.  Inclusive,  and  the  trend  for 
each  of  these  Items,  from  1880  to  1916,  as  projected  through  the 
succeeding  years  to  1930.  Referring  to  It.  the  Commission 
continues: 

"Taking  the  charted  trend  as  normal,  freight  traffic  for  1921 
was  subnormal.  Revenue  ton-miles  for  that  year  aggregated 
306,755,332,000  for  Class  I  carriers,  or  about  109,500,000.000  for 
all  carriers.  The  trend  of  tonnage.  1890-1915.  If  projected  through 
1922.  will  aggregate  362,557.000.000  revenue  ton-miles  for  that 
year.  To  equal  that  ton-mileage  In  1922  would  require  an  In- 
crease over  1921  of  about  17  per  cent,  and  to  equal  the  ton- 
mileage  of  1920  would  require  an  Increase  of  over  one-third.  The 
first  three  months  of  1922.  as  evidenced  by  the  operations  of 
Class  I  carriers,  show  a  definite  upward  trend  compared  with 
tbe  corresponding  period  of  the  preceding  year.  Revenue  car 
loadings  In  January.  1922,  were  only  3.3  per  cent  over  those  of 
January,  1921.  bnt  net  railway  operating  Income  aggregated 
$29,476.422.  as  compared  with  a  deficit  of  $958.399  In  January. 
1921.  Revenue  car  loading*  for  February,  1922.  were  12.1  per 
cent  In  excess  of  those  of  February.  1921.  and  net  railway  oper- 
ating Income  was  $47.770.897.  as  compared  with  a  deficit  of 
$7.398.307  In  February.  1921.  In  March.  1921.  revenue  car  load- 
ings exceeded  those  of  March.  1921.  by  19.9  per  cent.  Undoubt- 
edly, anticipation  of  a  general  coal  strike  influenced  March  load- 
Ings,  bat  the  upward  trend  of  traffic  Is  apparent  notwithstanding 
thin  fact.  We  feel  Justified  In  accepting  increased  revenue  car 
loadings  as  foreshadowing  an  Increased  volume  of  freight  traffic. 
The  effect  of  the  coal  strike,  which  began  April  1,  cannot  be 


forecast.  It  may  affect  traffic  other  than  coal  and  coke.  The 
increase  in  loading  for  all  freight  traffic  during  the  first  three 
months  of  1922  was  11.9  per  cent  over  that  of  1921." 

Here  the  Commission  submitted  a  table  on  revenue  freight 
loading.  It  then  said: 

"These  figures  indicate  that  the  increase  in  revenue  car 
loading  during  the  first  three  months  of  1922  was  general,  and 
not  confined  to  coal  and  coke.  It  appears  reasonably  certain 
that,  with  increased  traffic  and  lowered  operating  expenses,  the 
net  railway  operating  income  of  the  carriers  in  1922  would  be 
more  favorable,  under  present  rates,  than  in  1921." 

Freight   Rates   and   Charges 

Under  the  heading  "Freight  Rates  and  Charges"  the  Com- 
mission said: 

"In  Increased  Rates.  1920,  supra,  we  permitted  percentage 
increases  in  the  charges  for  freight  service,  including  switching 
and  special  services,  as  follows:  In  the  eastern  group,  40  per 
cent;  in  the  western  group,  35  per  cent;  in  the  southern  and 
mountain-Pacific  groups,  25  per  cent;  and  upon  interterrltorlal 
traffic,  33%  per  cent.  In  Authority  to  Increase  Rates,  supra, 
the  40  per  cent  increase  was  authorized  within  Illinois  territory 
as  there  defined  and  between  that  territory  and  the  eastern 
group,  and  a  35  per  cent  Increase  between  that  territory  and 
the  western  group.  The  average  revenue  per  ton-mile  in  1921 
was  greater  than  that  for  the  fiscal  year  ended  June  30,  1914, 
by  the  following  percentages:  Eastern  district,  96.1;  southern 
dl.it riot.  61.4;  western  district.  59.3;  and  United  States  as  a 
whole.  76.2.  In  1914  the  average-distance  haul  per  revenue  ton 
was  155  miles  and  in  1921.  187  miles. 

"One  important  subject  of  Inquiry  Is  the  extent  to  which 
readjustments  have  been  made  and  their  effect  upon  the  rate 
level.  In  giving  our  approval  to  the  rates  authorized  in  In- 
creased Rates,  1920.  supra,  we  said,  at  page  256: 

The  rate*  to  be  established  •  •  •  must  necessarily  be  subject 
to  such  readjustments  as  the  fact*  may  warrant.  It  la  conceded  by 
the  carrier*  that  readjustments  will  be  necessary.  It  Is  expected  that 
iihlppeni  will  tnke  these  matters  up  In  the  first  Instance  with  the  car- 
riers, and  the  latter  will  be  exi«  •  ••  •!  to  deal  promptly  and  effectively 
therewith,  to  the  end  that  necessary  readjustments  may  be  made  In 
as  many  Instance*  a*  practicable  without  appeal  to  us. 

"General  reductions  ranging  from  10  to  22  per  cent  ordered 
by  us  with  respect  to  carload  rates  on  grain,  grain  products,  and 
hay  In  the  western  and  mountain-Pacific  groups  became  effective 
during  January,  1922,  and  upon  our  recommendation  rates  on 
live  stock  In  the  same  groups  In  ear-ess  of  50  cents  per  100 
pounds  had  been  reduced  20  per  cent,  but  not  below  50  cents. 
In  October.  1921.  Practically  all  other  carload  rates  upon  prod- 
ucts of  the  farm,  garden,  orchard,  and  ranch  throughout  the 
country  were  reduced  1"  \»-r  rent  In  January,  1922.  All  of  these 
reduced  rates,  other  than  those  on  grain,  grain  products,  and 
hay  In  the  western  and  mountain-Pacific  groups,  expire  by  tariff 
limitation  on  June  30,  1922.  Only  In  these  three  Instances  have 
reductions  been  made  covering  the  entire  country,  or  the  whole 
of  any  one  or  more  rate  groups,  since  the  Increases  In  1920 
became  effect 

"Many  rate  readjustments,  resulting  In  reductions,  have  been 
made  since  the  Increases  of  1920.  Some  affected  a  substantial 
volume  of  traffic  such  as  export  grain,  bituminous  coal  to  Lake 
••  ports  for  the  Northwest,  sand  and  gravel  In  eastern  terri- 
tory, ore.  lumber  and  petroleum  and  Its  products.  In  some  In- 
stances the  volume  of  traffic  after  the  reduction  was  less  and  in 
others  more  than  before  the  reductions.  Protests,  usually  al- 
leging undue  prejudice,  have  been  filed  by  shippers  against  many 
of  these  readjustments,  and  In  some  cases  have  resulted  in  sus- 
pension proceedings.  Some  readjustments  have  been  made  has- 
Ulz.  under  pressure  from  particular  shippers,  or  for  the  purpose 
sflsntalnlng  traffic  or  deflecting  It  from  one  group  of  carriers  to 
another. 

"In  their  constructive  year,  which  is  based  on  1921  tonnage, 
the  carriers  estimated  the  net  effect  of  the  reductions  In  the 
revenue  of  Class  I  roads  at  $186,700.000,  distributed  as  fol- 
lows: Eastern  group.  $76.000.000;'  southern  group,  $15,200,000;' 
western  district.  $95.500,000.'  These  estimates  represent  but  4.7 
per  cent  of  $3.963,900,000,  the  freight  revenue  for  1921,  as  adjust- 
ed by  carriers  to  cover  rate  reductions  made  prior  to  January  1, 

1  During;  the  December  hearings,  a  traffic-  witness  estimated  that, 
based  on  the  traffic  of  a  normal  year,  rate  reductions  after  August  26, 
1920.  would  appregate  $100,000.000  In  official  classification  territory; 
clurlnic  the  January  hearings  the  name  witness  Rave  detailed  figures 
estimating  the  effect  uf  reductions  In  the  same  territory  at  1101,141,000; 
In  their  constructive  year,  placed  In  evidence  In  March,  Clans  I  car- 
riers of  the  eastern  group  estimated  that  rate  reductions  since  Sep- 
tember, 1920,  would  amount  to  4  per  cent  of  the  freight  revenue,  or.  In 
round  figures,  $76.000.000.  for  1921. 

'During  the  I>.  ,  ,  nil.er  hearlnKD.  ft  traffic  witness  estimated  that 
the  reduction  of  i"  |»  r  <••  m  In  rules  on  products  of  the  farm,  garden, 
orchard,  and  ranch  would  aggregate  $(,000.000  to  southern  carriers 
during  the  six  months  period  January-June,  1922:  In  their  constructive 
year,  placed  In  evidence  In  March.  Class  I  carriers  of  the  southern 
group  estimated  that  nil  rate  reductions  since  January  1,  1921,  would 
amount  to  $15.200.000  for  1921. 

1  During  the  December  hearings,  a  traffic  witness  estimated  that, 
upon  the  basis  of  the  tonnage  for  the  12-month  period  ended  Septem- 
l»-r  30.  1921,  rate  reductions  since  August  26,  1920.  would  aggregate 
,  , 
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1922.  The  total  amount  paid  by  shippers  and  passengers  for 
transportation  has  also  bet>n  reduced  by  the  amount  of  the 
transportation  taxes,  repealed  January  1,  1922,  which  In  1921 
aggregated  approximately  $186,000,000. 

"The  positions  of  shippers  and  representatives  of  the  public 
in  this  proceeding  are  diverse.  Many  urge  immediate  radical  re- 
ductions, contending  that  rates  in  the  aggregate  or  on  particular 
commodities  are  unreasonable;  that  the  increases  of  1920  con- 
tributed to  the  depression  which  followed  by  a  few  months  the 
date  of  their  establishment;  that  notwithstanding  some  readjust- 
ments and  reductions  subsequently  made,  the  existing  rate  level 
Is  preventing  a  revival  of  commerce,  and,  by  diminishing  the  flow 
of  traffic,  defeats  the  desired  end  of  producing  adequate  net  re- 
turn for  the  carriers.  Others  urge  that  rates  be  reduced  as  soon 
as  possible,  but  express  no  opinion  as  to  whether  reductions 
should  now  be  made.  Most  of  the  general  commercial  and  ship- 
pers' organizations  urge  that  reductions  when  made  should  apply 
generally  to  all  rates,  as  did  the  increases  of  1918  and  1920,  but 
no  shipper  or  shippers'  organization  urged  reductions  in  fares 
as  well  as  in  rates.  Numerous  state  commissions  in  the  West 
and  South  contend  that  reductions  should  be  made  both  in  rates 
and  in  fares.  The  representatives  of  certain  industries  and  of 
a  few  general  organizations  urge  that  reductions  be  applied  only 
to  basic  commodities,  the  staples  which  are  recognized  as  most 
Important  to  the  economic  situation  of  the  country,  and  which 
usually  constitute  low-grade  freight. 

"The  carriers  are  unanimous  in  the  opinion  that  increased 
rates  have  not  caused  the  business  depression,  which  they  at- 
tribute to  generally  recognized  world-wide  -  readjustments  re- 
sulting in  unfavorable  trade  and  credit  conditions,  restricted  pur- 
chasing power,  contraction  of  consumption,  and,  in  many  in- 
stances, collapse  of  demand.  The  carriers  contend  that  the  in- 
creased rates  were  not  even  an  important  contributing  factor  in 
the  lessening  of  traffic  in  1921,  and  that  reduction  in  rates  will 
not  restore  normal  traffic.  They  do  not,  however,  advocate  rate 
increases  as  a  means  to  increase  net  revenue.  They  admit  that 
rates  are  too  high  and  must  come  down,  but  they  insist  that 
rates  cannot  be  further  reduced  until  the  costs  of  transportation 
are  further  reduced. 

"Rates  generally  have  been  increased  twice  in  the  past 
four  years,  the  increase  of  1920  alone  having  been  intended  to 
produce  more  than  one  billion  dollars  additional  revenue  from 
the  transportation  of  freight.  As  wages  and  cost  of  materials 
have  been  materially  reduced  since  the  increases  of  1920,  it  is 
the  position  of  shippers  generally  that  the  inability  of  the  car- 
riers to  earn  a  fair  return  since  these  reductions  were  made 
is  due  largely  to  the  failure  of  traffic  to  move  in  normal  volume, 
and  that  the  most  important  problem  before  us  is  to  devise 
rates  that  will  move  more  traffic  and  at  the  same  time  be  com- 
pensatory to  the  carriers.  It  is  generally  recognized  that  exist- 
ing high  rates  are  a  burden  upon  commerce,  and  many  shippers 
insist  that  they  are  forcing  movement  to  other  forms  of  trans- 
portation, tend  to  restrict  traffic,  and  in  some  instances  to  pre- 
vent particular  movements.  Many  complaints  are  also  made 
relative  to  the  disturbance  of  relationships  between  producing 
or  consuming  districts  due  to  the  manner  in  which  rates  have 
been  increased,  and  to  partial  readjustments  which  have  sub- 
sequently taken  place.  The  belief  is  general  that  traffic  has  been 
localized  and  the  radius  of  distribution  reduced.  One  repre- 
sentative witness  testified  that  while  his  trade  in  territory  within 
a  radius  of  a  hundred  miles  declined  16  per  cent  in  1921,  as 
compared  with  1920,  the  volume  of  his  business  in  territory 
distant  from  500  to  800  miles  declined  from  30  to  50  per  cent. 

"Some  shippers  contend  that  the  psychological  effect,  upon 
Industry  of  existing  high  transportation  charges  is  as  important 
as  the  effect  in  dollars  and  cents.  Agitation  of  the  freight-rate 
question  has  been  continuous,  and  the  shipping  public,  aware 
that  transportation  charges  are  still  on  a  high  level,  is  dis- 
counting price  deflation  and  withholding  purchases  in  the  ex- 
pectation of  lower  delivered  costs.  This  has  a  substantial  effect 
upon  the  volume  of  traffic  and  revenues  of  carriers.  Rate  sta- 
bility is  one  of  the  important  needs  of  commerce.  It  is  a  funda- 
mental law  of  business  that  the  anticipation  of  a  falling  market 
tends  to  restrict  purchases.  The  public  does  not  accept  the 
present  rate  level  as  stable  because  of  the  belief  that  rates  are 
too  high  and  must  come  down. 

"In  the  year  1920  there  culminated  a  period  of  extreme  in- 
flation whicsh  was  followed  by  a  period  of  depression.  At  the 
close  of  the  hearings  the  depression  had  existed  for  approxi- 
mately a  year  and  one-half.  Factors  other  than  transportation 
charges  have  been  showing  a  tendency  to  stabilize  upon  a  level 
considerably  below  that  of  1920  but  higher  than  the  pre-war  level. 
Shippers  urged  that  although  rate  reductions  if  made  a  year 
ago  might  not  have  stimulated  traffic,  there  are  reasons  for 
believing  that  reductions,  if  made  now,  would  hasten  business 
recovery  and  result  In  increased  tonnage. 

"Many  shippers  contend  that  such  reductions  as  are  made 
should  apply  upon  traffic  generally  rather  than  upon  specific 
commodities.  The  rate  Increases  of  1918  and  1920  affected  all 
commodities.  These  shippers  say  that  prior  to  the  general 
increases  the  differences  between  carload  rates  on  low-grade 


basic  commodities  and  rates  on  other  commodities  were  as 
great  as  were  justified  by  conditions  then  existing.  Those 
differences  have  been  widened  by  the  percentage  method  of 
increasing  rates,  presumably  in  accord  with  changed  condi- 
tions. The  volume  of  traffic  in  the  various  commodities  han- 
dled by  different  carriers  is  far  from  uniform.  For  example, 
the  percentage  of  coal  tonnage  to  total  tonnage  ranges  from  4 
per  cent  on  some  lines  to  85  per  cent  on  others.  These  ship- 
pers urge  that,  in  the  absence  of  proof  that  rates  on  particular 
commodities  are  unlawful,  reductions  confined  to  particular 
commodities  will  result  in  unfair  distribution  of  the  transporta- 
tion burden  and  deplete  the  revenues  of  one  set  of  carriers  for 
the  benefit  of  others.  They  refer  to  the  many  practical  diffi- 
culties encountered  in  any  attempt  to  select  particular  com- 
modities for  a  general  reduction  to  the  exclusion  of  others,  and 
to  the  tariff  confusion  and  new  commodity  rates  which  will 
result.  One  of  the  needs  of  commerce  is  the  lessening  of  the 
spread  in  rates  between  commodities  and  localities  created  by 
the  percentage  increases  of  1918  and  1920.  This  applies  to 
commodities  in  general  and  not  merely  to  basic  commodities. 
Shippers  say  that  carriers'  revenues  have  been  depleted  in 
the  aggregate  by  piecemeal  reductions,  but  that  the  public  gen- 
erally does  not  recognize  such  changes  as  a  general  lowering 
of  the  rate  level;  that  the  restoration  of  confidence  and  stabil- 
ization of  business  cannot  be  attained  by  such  a  process;  and 
that  any  anticipation  that  reductions  in  freight  rates  will  tend 
to  increase  confidence  and  a  willingness  to  purchase  can  only 
be  realized  by  reductions  more  general  in  extent  than  if  lim- 
ited to  basic  commodities. 

"Evidence  was  introduced  concerning  a  wide  range  of  com- 
modities. Particular  attention  was  directed  to  basic  commod- 
ities, among  which  may  be  mentioned  coal,  iron,  and  steel  and 
the  materials  which  enter  into  their  manufacture,  stone,  sand 
and  gravel,  brick  and  clay  products,  cement,  forest  products, 
foodstuffs,  agricultural  products,  and  live  stock. 

"Shippers  of  basic  commodities  submitted  the  same  general 
character  of  evidence  relative  to  the  necessity  of  rate  reduc- 
tions as  other  shippers,  but  advocated  large  reductions  upon  the 
basic  commodities  even  though  as  a  result  no  reductions  may 
now  be  made  upon  other  commodities.  They  urged  that  gen- 
erally these  commodities  constitute  low-grade  freight  which 
moves  in  any  class  of  equipment,  loads  heavily,  is  subject  to 
little  loss  or  damage  in  transit,  and  consequently  is  desirable 
traffic  for  the  carriers  and  entitled  to  the  lowest  rates. 

"They  also  urged  that,  since  the  existing  rates  were  author- 
ized, price  declines  on  basic  commodities  had  been  more  severe 
than  on  higher-grade  commodities;  that  their  industries  as  a 
whole  were  in  a  depressed  condition;  that  in  some  cases  the 
commodities  were  being  sold  at  a  loss;  that  many  basic  commod- 
ities are  important  raw  materials  used  in  manufacture;  that  rate 
reductions  thereon  will  do  much  to  reduce  cost  of  production  and 
to  stimulate  business;  and  that  generally  transportation  charges 
thereon  were  and  are  out  of  proportion  to  the  value  of  the  prop- 
erty transported,  and  restrict  production  and  movement. 

"Particular  stress  was  laid  upon  the  rates  on  commodities 
used  in  the  construction  of  buildings,  bridges,  and  roads.  Ship- 
pers of  road  materials  pointed  to  the  need  of  many  miles  of  im- 
proved highways  and  urged  that  road  construction  should  be 
undertaken  on  a  large  scale  during  times  of  depression  and  un- 
employment. Building  construction  needs  for  the  present  year 
are  greater  than  those  incident  to  years  in  the  period  immedi- 
ately preceding  the  war.  Not  only  has  the  population  of  the  coun- 
try increased,  but  during  the  war  building  and  other  construc- 
tion, except  for  war  purposes,  was  largely  suspended  and  the 
shortage  then  created  has  not  yet  been  supplied.  This  is  par- 
ticularly true  of  dwellings,  the  shortage  in  which  is  reflected  in 
the  high  rents  prevalent  for  living  apartments  and  dwelling 
houses.  The  President's  conference  on  unemployment  in  its  re- 
port of  September  29,  1921,  said:  'We  are  short  more  than  a  mil- 
lion homes;  all  kinds  of  building  and  construction  are  far  be- 
hind national  necessity.'  A  representative  of  building-material 
manufacturers  and  building  contractors  presented  evidence  to 
the  effect  that  lowered  building  costs  must  be  brought  about  if 
the  housing  shortage  is  to  be  overcome;  and  that  prices  of  ma- 
terial and  labor  in  the  construction  industry  have  fallen  much 
below  the  peak,  whereas  freight  charges  on  building  materials 
generally  have  not  been  reduced.  Figures  presented  by  him  indi- 
cate that,  using  1913  as  100,  the  index  of  building-material  prices 
reached  310  during  1920  and  had  receded  in  December,  1921,  to 
163.2;  and  that,  although  no  general  statistics  on  building  labor 
are  available,  the  December  labor  index,  again  using  the  year 
1913  as  100,  was  probably  not  far  from  that  on  building  material, 
163.2,  which  represents  reduction  from  a  peak  of  somewhere  be- 
tween 300  and  400  in  1920.  The  figure  163.2  has  not  been  recon- 
ciled with  that  of  203  published  by  the  United  States  Bureau  of 
Labor  Statistics.  The  efficiency  of  labor  appears  to  have  greatly 
increased  since  war  years.  Shippers  of  building  materials  further 
urged  that  the  increases  in  freight  charges  as  made  affected  heavy 
low-priced  construction  materials  far  more  than  commodities  of 
higher  value,  upon  which  the  percentage  of  freight  charge  to 
value  was  comparatively  small;  that  the  heavier  construction 
materials,  considered  as  a  group,  are  important  money-earning 
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freight  for  the  railroads,  and  that  revival  in  the  construction 
industry  will  do  much  to  build  up  the  earnings  of  the  carriers. 
These  shippers,  as  men  experienced  in  business,  expressed  their 
conviction  that  sound  public  policy  demands  a  reduction  of  rates 
of  transportation  on  basic  commodities  which  will  tend  to  en- 
courage production,  create  employment,  and  reduce  the  general 
level  of  the  cost  of  living.  They  emphasized  the  contention  that 
the  public  welfare  requires  that  these  indispensable  commodities 
be  moved  as  cheaply  as  possible. 

"According  to  figures  published  by  the  United  States  Bu- 
reau of  Labor  Statistics,  the  relative  prices  of  principal  com- 
modity groups  in  December,  1921,  compared  with  average  prices 
in  1913  tak«n  as  100.  were  as  follows:  Farm  products.  113;  food, 
139;  cloth  and  clothing.  185;  fuel  and  lighting.  187;  metals  and 
metal  products.  119;  lumber  and  building  materials.  2i>3:  chem- 
icals and  drugs.  161;  house-furnishing  goods.  218;  miscellaneous, 
148;  all  commodities.  149.  The  price  index  for  February.  1922. 
all  commodities,  is  151.  If  the  average  freight  revenue  per  ton- 
mile  for  the  year  ended  June  30.  1913.  Class  I  roads,  be  taken  as 
100,  the  relative  figure  for  freight  charges  in  December.  1921. 
was  172.  It  is  evident  that  price  deflation  has  taken  place  on 
most  commodities,  but  has  been  far  from  uniform. 

"The  following  table  reflects  the  wholesale  index  prices,  all 
commodities,  compared  with  the  ton-mile  revenue  for  Class  I 
roads  by  years  for  1916.  1917.  1918.  and  1919,  and  by  months  for 
1920.  1921,  and  January  and  February-.  1922.  Relative  figures 
for  1913  are  taken  as  100.  the  calendar  year  being  used  for 
prices  and  the  year  ended  June  30,  1913,  for  revenue: 
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"Although  our  announcement  with  respect  to  the  scope  of 
this  proceeding  staled  that  relationships  between  particular 
points  under  existing  rates  were  not  In  Issue,  some  evid> 
was  Introduced  concerning  particular  rale  situations  and  rela- 
tionship*. The  record  Is  Inadequate  as  to  most  of  these  special 
situations  and  no  finding  will  be  made  regarding  them.  In  some, 
suggestions  as  to  needed  readjustments  arc  hereinafter  made. 

"Numerous  shipper*  In  various  line*  of  business  sought  re- 
ductions In  rates  on  comraodfMe*  minuf.irtured  or  handled  by 
them.  Most  of  these  shippers  contend"!  'hat  their  <i>inmodlli<>«. 
are  basic  and  accordingly  entitled  to  first  consideration;  or  that, 
If  any  reductions  are  to  be  made,  such  reductions  should  apply 
upon  their  commodities  quite  as  much  as  upon  commodities 
generally  characterized  as  basic.  Some  shippers  stressed  the 
relatively  high  level  of  class  rates,  and  pointed  to  Increases 
therein  as  well  as  In  classification  ratine*  of  many  articles.  In 
addition  to  general  Increases.  They  stated  that  the  net  result 
of  the  various  changes  has  been  to  widen  unduly  the  differences 
between  carload  and  less-than-carload  rates,  and  urced  that  to 
widen  further  these  differences  by  reducing  carload  commodity 
rates  and  not  class  rates  would  have  a  serious  effect.  Some  of 
the  mlscellanous  commodities  move  Kern-rally  on  class  rates, 
others  oa  commodity  rates,  romnnxlm.  -  which  move  on  class 
rates  In  some  territories  move  on  commodity  rates  In  others. 
The  wide  range  of  evidence  presented,  the  numerous  and  diverse 
Interests  concerned,  and  the  competitive  relationship  of  many 
commodities,  accentuate  the  difficulty  of  selecting  Individual 
commodities  for  si  I'ictlons." 

The  Commission   then  took  up  the  evidence  as  to  specific 
nmodltles. 

Conclusions 

In  conclusion   it  said: 

"The  carriers   take   the   position   that   we  must    be    guided 


solely  by  those  things  which  are  definite  and  certain  in  the  past. 
With  this  we  cannot  agree.  Our  function  under  the  law  is  not 
that  of  mere  computers  and  cannot  thus  be  atrophied.  The  duty 
to  prescribe  rates  for  the  future  carries  with  it  the  obligation 
to  exercise  an  informed  judgment  upon  all  pertinent  facts,  pres- 
ent and  past,  in  order  to  forecast  the  future  as  best  we  may. 
In  Rates  on  Grain,  Grain  Products,  and  Hay,  supra,  we  said,  at 
page  99: 

•     •     •     The  duty  oast  upon  us  by  section  15n  Is  a  continuing  duty 

and    looks   to    the    future.      It    does    not   constitute   a   guaranty    to    the 

carriers,  nor  is  the  obligation  cumulative.     We  are  not  restricted  by 

past  or  pi-  ilstics  of  operation   iin.l  earnings.     These  are  ser- 

•I.I.-  ..lily  as  they   illuminate  the  future.     What   is  contemplated  by 

the  law   is   that   in   this  exercise  of  our   rate-making  power  the   result 

shall  reflect  our  l<est  Judgment  as  to  the  basis  which  may  reasonably 

•  for  the  future  to  yield  the  prescribed  return. 

"When  we  decided  Increased  Rates,  1920.  supra,  the  country 
was  still  in  a  period  of  steadily  rising  prices.  We  then  re- 
solved doubts  as  to  future  operating  costs  in  favor  of  the  car- 
riers. In  recent  months  costs  have  been  declining  and  traffic 
increasing.  Rates  of  pay  for  employes  have  been  reduced  to 
an  extent  which,  based  upon  the  light  traffic  of  1921,  is  esti- 
mated by  carriers  to  aggregate  more  than  $350,000.000  per 
annum.  The  Railroad  Labor  Board  has  estimated  that  the  re- 
duction exceeds  $400,000,000  per  annum,  without  taking  into 
account  changes  in  rules  and  working  conditions.  The  tendency 
is  toward  increased  revenues,  lowered  costs,  and  higher  net 
income  for  the  carriers. 

"J'nder  the  adverse  conditions  of  1921  the  net  railway  op- 
erating Income  of  Class  I  carriers  of  the  United  States  totaled 
$614.810.531.  Based  upon  the  subnormal  traffic  of  that  year, 
and  the  wage  rates,  and  prices  of  materials  and  supplies,  pre- 
vailing at  the  end  of  the  year,  the  carriers  in  their  constructs  <• 
year  estimated  an  aggregate  net  railway  operating  income  of 
$907.693,630.  equal  to  4.72  per  cent  upon  the  valuation  used  by 
us  in  Increased  Rates,  1920,  supra,  as  adjusted  by  carriers  to 
cover  Class  I  roads,  including  additions  and  betterments  since 
January  1.  1920.  amounting  to  $778.499,045.  Adopting  the  ratio 
of  net  railway  operating  Income  of  all  carriers  to  that  of  Class  I 
carriers  in  1915  and  1916  as  being  approximately  correct  for 

1921.  the   net    railway   operating  income   in   the   carriers'   con- 
structive year  would  be  for  all  carriers  $923,783.340,  or  4.89  per 
cent   upon  the  valuation  taken  by  us  In  Increased  Rates,  1920, 
supra. 

"We  do  not  accept  the  adjustments  made  by  carriers  in 
their  constructive  year  ;i.-  correct  or  complete.  We  have  indi- 
cated that  further  adjustments  are  necessary  In  order  better  to 
effect  probable  expenditures  for  federal  Income  tax,  fuel  and 
materials  and  supplies.  And  In  considering  the  estimates  of 
that  con  in  their  bearing  upon  what  may  be  antici- 

pated In  the  immediate  future  we  must  take  into  account  other 
factors.  ns  In  rates  will  carry  with  them  reductions 

In  operating  expenses  of  carriers  through  lessened  transporta- 
tion charges  paid  by  them  on  their  fuel  and  materials  and  sup- 
plies. Thus  it  Is  estimated  that  a  reduction  of  10  per  cent  in 
transportation  charges  on  coal  would  effect  a  saving  of  over 
$7.000.000  on  the  amount  of  coal  consumed  by  Class  I  carriers 
In  1921. 

"The  net  railway  operating  Income  of  all  carriers  has  ex- 
ceeded $900.000.000  in  only  two  years.  1916  and  1917.  In  1916, 
the  most  prosperous  year  In  the  history  of  the  rallorads,  it  ag- 
gregated $1.051.543.860,  and  during  the  three  years  of  the  test 
period  the  average  for  Class  I  carriers  was  $906.524.492.  approxi- 
mately the  amount  which  accrued  as  annual  rental  to  the  car- 
riers under  fedeal  control. 

"The  figures  heretofore  given  Include  no  estimate  for  In- 
creased traffic  over  that  of  1921.  which  clearly  was  subnormal. 
In  that  year  the  revenue  ton-miles  aggregated  about  309.5  billions 
•r  25  per  cent  less  than  In  1920.  We  do  not  anticipate  return 
ro  i  he  tonnage  of  1920  for  some  time  to  come,  but  there  are 
many  Indications  of  greater  tonnage  than  In  1921.  The  gradually 
ascending  trend  of  traffic  durlne  the  first  three  months  of  1922 
has  been  mentioned.  The  car  loadings  for  February  and  March, 

1922,  exceeded   those  of  the  corresponding  months  in   1921    by 
11.7  per  cent  and   19.9  per  cent,  rospcci  Sely.     During  the  first 
three  months  of  1922  car  loadings  exceeded  those  of  the  same 
period  of  1921  by  11.9  per  cent. 

"If  the  trend  of  tonnage  during  the  period  1890-1915  were 
reached  In  1922.  revenue  ton-miles  would  aggregate  362.5  billions. 
This  aggregate  Is  substantially  less  than  that  of  any  year  from 
1917  to  1920,  Inclusive,  and  Is  approximately  the  same  as  that 
of  1916.  A  tonnage  equal  to  that  indicated  by  the  trend  In 
1890-1915  Is  not  beyond  the  realm  of  possibility  during  the  next 
iwehe  months. 

"Any  additional  tonnage  realized  should  be  handled  under 
a  favorable  operating  ratio.  Shippers  and  carriers  alike  agree 
that  If  the  freight  traffic  of  1921  is  increased  by  a  given  per- 
centage, the  percentage  of  Increase  in  operating  expenses  should 
be  one-half  as  (treat.  It  appears  that  under  present  rates,  and 
with  an  increase  of  10  per  cent  or  more  in  traffic  over  that  of 
1921.  not  only  would  the  net  railway  operating  income  of  the 
carriers  as  a  whole  for  the  next  twelve  months  be  substantially 
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In  excess  of  the  fair  return  herein  determined,  but  it  would 
greatly  exceed  the  corresponding  figure  for  any  year  in  the 
history  of  railroad  operation. 

"It  is  our  duty  to  initiate  such  rates  as  will  enable  the  car- 
riers to  earn  as  nearly  as  may  be  a  fair  return,  qualified  as 
provided  in  the  act.  In  1920  we  authorized  large  increases  in 
freight  rates  and  passenger  fares  designed  to  produce  the  neces- 
sary revenues  under  the  conditions  then  prevailing.  There  was 
then  little  doube  of  the  ability  of  industry  to  bear  the  increased 
charges.  The  situation  has  since  changed.  The  country  has 
been  passing  through  a  period  of  abundant  supply  and  slack 
demand,  in  which  prices  at  the  source  have  fallen  off  sharply. 
High  rates  do  not  necessarily  mean  high  revenues,  for,  if  the 
public  can  not  or  will  not  ship  in  normal  volume,  less  revenue 
may  result  than  from  lower  rates. 

"Shippers  almost  unanimously  contend,  and  many  repre- 
sentatives of  the  carriers  agree,  that  'freight  rates  are  too  high 
and  must  come  down.'  This  indicates  that  transportation 
charges  have  mounted  to  a  point  where  they  are  impeding  the 
free  flow  of  commerce  and  thus  tending  to  defeat  the  purpose 
for  which  they  were  established,  that  of  producing  revenues 
which  would  enable  the  carriers  'to  provide  the  people  of  the 
United  States  with  adequate  transportation.'  In  1921,  freight 
traffic  was  only  slightly  more  than  10  per  cent  in  excess  of 
that  In  the  year  ended  June  30,  1915,  which  was  not  an  un- 
usual year.  But  the  charges  for  moving  freight  traffic  in  1921 
totaled  nearly  four  billion  dollars,  or  about  two  billion  dollars 
in  excess  of  1916.  Railway  operating  revenues  in  1921  aggre- 
gated about  5%  billion  dollars,  or  more  than  2%  billion  dollars 
in  excess  of  1915.  If  the  traffic  in  1921  had  equaled  that  indi- 
cated as  normal  by  the  trend  during  the  26-year  period  pre- 
ceding the  war,  freight  revenues  and  total  railway  operating 
revenues  would  have  exceeded  those  of  1915  by  approximately 
2%  billion  and  3%  billion  dollars,  respectively.  Without  any 
allowance  for  pyramiding  of  transportation  charges  in  goods 
passing  from  hand  to  .hand,  these  figures  are  significant  as 
explaining,  at  least  in  part,  existing  wide  spreads  between  the 
amounts  received  by  producers  and  those  paid  by  consumers. 

"Manifestly  the  depression  of  1921  resulted  primarily  from 
causes  other  than  transportation  charges.  But  it  does  not  fol- 
low that  under  present  conditions  existing  high  rates  do  not 
tend  to  retard  the  return  to  a  more  normal  flow  of  commerce. 
Deflation  has  taken  place  to  a  greater  or  less  extent  in  wages 
and  origin  prices  of  commodities  in  nearly  all  branches  of  in- 
dustry, but  most  transportation  charges  are  still  near  the  peak. 
In  Rates  on  Grain,  Grain  Products,  and  Hay,  supra,  we  said  at 
page  100: 

The  really  vital  concern  of  the  carriers.  In  this  situation,  is  to 
promote  the  return  of  what  may  be  deemed  normal  traffic,  and  any- 
thing which  will  help  toward  this  end  is  greatly  to  their  benefit.  So 
far  as  a  tendency  downward  in  their  rates  can  be  induced,  and  so  far 
as  the  reductions  in  wages  and  prices  which  have  already  been  made 
effective  can  be  converted  into  rate  reductions,  we  are  assured  that 
the  full  return  of  prosperity  will  be  hastened  for  both  industry  and 
labor. 

"Practically  all  agree'  that  stability  of  freight  rates  is 
highly  desirable  and  that  normal  traffic  may  not  well  be  ex- 
pected until  the  present  widespread  expectation  of  rate  reduc- 
tions is  realized  or  dispelled.  To  assume  that  rates  can  or 
should  be  stabilized  on  the  present  high  basis  is  futile.  As 
already  observed,  the  anticipation  of  a  falling  market  tends  to 
restrict  purchases,  and  until  the  public  is  convinced  that  there 
is  little  likelihood  of  immediate  further  material  reductions  in 
prices  or  transportation  charges,  the  confidence  necessary  to 
normal  business  will  to  that  extent  be  impaired.  The  period 
of  deflation  has  been  in  progress  more  than  15  months;  de- 
mand is  reviving;  prices  are  showing  a  tendency  to  stabilize 
upon  a  level  much  below  that  of  1920  but  above  that  of  pre-war 
years;  and  conditions  of  the  agricultural  and  manufacturing 
industries  have  greatly  improved  in  the  past  few  months. 

"We  are  of  opinion  that  general  reduction  in  the  rate  level, 
as  substantial  as  the  condition  of  the  carriers  will  permit,  will 
tend  not  only  to  lessen  the  transportation  burden  but  also  to 
equalize  and  stabilize  the  conditions  under  which  commerce  and 
industry  are  carried  on,  with  consequent  fuller  assurance  to  the 
carriers  of  realizing  the  fair  return  contemplated  by  the  law. 

'The  results  of  the  three-year  period,  ended  June  30,  1917, 
were  by  statute  made  a  criterion  for  just  compensation  to  the 
carriers  taken  under  federal  control.  The  raising  of  the  rate 
level  by  the  Director-General  of  Railroads  in  June,  1918,  and 
again  under  our  authority  in  August,  1920,  were  necessitated  by 
increases  in  operating  expenses.  The  latter  have  now  partially 
receded.  The  rate  Increases  were  general  and  justified  by  the  in- 
crease in  general  cost  of  service,  and  with  decrease  in  'that  cost 
a  rate  decrease,  also  general,  Is  justified.  The  justification  for 
decrease  is  to  be  found  In  the  rate  structure  as  a  whole  rather 
than  in  Individual  rates,  or  in  rates  on  individual  commodities. 
It  is  true  that  the  prices  of  some  commodities  have  receded  more 
rapidly  and  to  a  greater  extent  than  others,  even  as  some  went 
up  more  rapidly  and  to  a  greater  extent  than  others.  Read- 
justment, however,  is  not  complete  and  the  process  of  equalizing 
prices  is  still  In  progress,  some  coming  up  and  others  going 


down,  which  will  probably  result  in  a  more  equal  price  level  in 
the  near  future.  The  needs  of  commerce  cannot  be  met  if  rates 
are  to  fluctuate  with  market  prices  of  commodities.  In  bring- 
ing down  the  rate  level  to  meet  lowered  expenses  a  similar  pro- 
cess should  be  followed  and  the  reduction  made  generally  upon 
all  commodities  in  substantially  equal  ratio. 

Findings 

"After  considering  all  the.  facts  of  record,  including  the 
necessity  of  reasonable  expenditures  for  additions  and  better- 
ments, we  find  and  determine: 

"1.  That  on  and  after  March  1,  1922,  a  fair  return  upon  the 
aggregate  value  of  the  railway  property  of  the  carriers  defined  in 
section  15a  of  the  interstate  commerce  act,  determined  as  there- 
in provided,  will  be  5.75  per  cent  of  such  aggregate  property 
value  as  a  uniform  percentage  for  all  rate  groups  or  territories 
designated  by  this  commission. 

"2.  That  the  existing  freight  rates  and  charges,  including 
charges  for  switching  and  other  accessorial  services  and  all  other 
charges  applicable  to  freight  service  which  were  increased  by 
authority  of  Increased  Rates,  1920,  supra,  will  be  on  and  after 
July  1,  1922,  unjust  and  unreasonable  to  the  extent  that  they 
may  respectively  include  more  than  the  following  percentages  of 
increase  over  the  rates  in  effect  immediately  prior  to  August  26, 
1920,  in  and  between  the  various  rate  groups  as  defined  in  In- 
creased Rate,  1920,  58  I.  C.  C.  220,  489,  and  Authority  to  In- 
crease Rates,  ibid.,  302: 

"In  the  eastern  group,  also  between  points  in  Illinois  terri- 
tory and  between  Illinois  territory  and  the  eastern  group,  26  per 
cent  instead  of  the  40  per  cent  authorized  in  the  decisions  last 
cited. 

"In  the  western  group,  and  between  the  western  group  and 
Illinois  territory,  21.5  per  cent  instead  of  35  per  cent  so  author- 
ized. 

"In  the  southern  and  mountain-Pacific  groups,  12.5  per  cent 
instead  of  the  25  per  cent  so  authorized. 

'On  interterritorial  traffic,  except  as  otherwise  provided  here- 
in, 20  per  cent  instead  of  the  33  1-3  per  cent  so  authorized. 

"3.  That  the  freight  rates  and  charges  herein  determined 
will  enable  the  carriers  in  the  respective  rate  groups,  under  hon- 
est, efficient,  and  economical  management  and  reasonable  ex- 
penditures for  maintenance  of  way,  structures  and  equipment, 
to  earn  an  aggregate  annual  net  railway  operating  income  equal, 
as  nearly  as  may  be,  to  a  return  of  5.75  per  cent  upon  the  ag- 
gregate value,  as  taken  for  the  purposes  of  this  proceeding,  of 
the  railway  property  of  such  carriers  held  for  and  used  in  the 
service  of  transportation. 

"4.  That  in  applying  the  reductions  above  prescribed,  rates 
between  points  within  a  group  and  points  on  the  border  line  of 
that  group  shall  be  reduced  as  provided  for  the  group.  Where 
a  river  constitutes  a  boundary  line  between  two  groups,  points 
on  both  banks  thereof  shall  be  considered  as  border-line  points 
Where  rates  are  constructed  by  the  use  of  combinations  upon 
gateways  between  any  two  groups,  each  of  the  factors  compris- 
ing such  through  rates  shall  be  reduced  separately  according  to 
the  group  in  which  it  accrues. 

"5.  Under  the  circumstances  described  in  paragraphs  (a) 
(b)  and  (c)  below,  carriers  should  consider  existing  freight 
rates  and  charges  as  representing  those  made  effective  by 
authority  of  Increased  Rates,  1920,  supra,  and  shall  apply  the 
reductions  herein  prescribed  accordingly,  even  though  in  such 
instances  some  individual  rates  or  charges  may  be  higher  and 
others  lower  than  those  which  would  result  from  exact  applica- 
tion of  the  bases  above  prescribed: 

j(.a)  i  Where,  since  August  26,  1920,  rates  or  charges  have  been 
readjusted  primarily  to  remove  discriminations  prejudices  or  discrep" 
ancies  without  material  effect  upon  the  aggregate  level  of  the  rate«"or 
charges  so  adjusted.  This  does  not  applv  to  rates  or  Charles  which 
have  been  reduced  since  August  26,  1920,  primarily for  the  cureose  of 
remov  ng  all  or  a  part  of  the  general  increase  of  1920 
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"6.  Where  outstanding  decisions  by  us  require  changes  in 
rates  or  charges  subsequent  to  June  30,  1922  the  rates  or 
es  existing  on  June  30,  1922,  shall  be  reduced  as  herein 
provided,  effective  July  1,  1922.  In  proceeding  thereafter  to  com- 
ply with  such  outstanding  decisions,  the  rates  or  charges  which 
would  result  therefrom  shall  be  considered  as  those  effective  bv 
authority  of  Increased  Rates,  1920,  supra,  and  the  reductions 
herein  prescribed  shall  be  applied  thereto,  except  that  this  pro- 
vision shall  not  apply  to  rates  on  brick  and  related  articles  as 
prescribed  for  application  between  points  in  the  eastern  group 
in  National  Paving  Brick  Mfrs.  Assn.  vs.  A.  &  V  Ry  Co  68 
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I    f    c    L'13.     Those  rates  are  not  required  to  be  further  reduced 
ht-reunder. 

Where  rates  on  live  stock  have  been  reduced  pursuant 
to  our  recommendations  in  National  Live  Stock  Shippers'  League 
vs.  A.  T.  &  S.  F.  Ry.  Co.,  supra,  and  are  now  less  than  the  rates 
herein  prescribed,  the  expiration  date  thereon  should  be  can- 
celed and  the  rates  maintained  in  effect. 

"8.  In  computing  and  applying  all  reduced  rates  and  charges 
prescribed  herein,  fractions  will  be  treated  as  follows: 

(a)  Where  rate*  or  charges  are  stated  In  amounts  per  100  pounds 
or  any  other  unit  except  as  provided  In  the  succeeding  paragraphs, 
fractions  of  leas  than  K  of  a  cent  will  be  omitted.  Fractions  of  14 
of  a  cent  or  greater  but  less  than  %  of  a  cent  will  be  stated  as  V, 
cent.  Fractions  of  14  of  a  cent  or  greater  will  be  Increased  to  the 
next  whole  cent. 

(b»  Where  rates  or  charges  are  stated  In  amount?  per  ton.  or 
In  cents  or  dollars  and  cents  per  carload.  Including  articles  moving 
on  their  own  wheels,  when  not  stated  In  amounts  per  100  pounds  or 
per  ton  (except  as  provided  In  (c».  traction.*  of  less  than  Vt  cent  will 
be  ••  :  factions  of  H  cent  or  greater  will  be  increased  to  Hi-- 

next   whole    cent. 

••  rates  or  charges  are  stated  In  dollars  or  dollars  and 
cents  per  Carload.  Including  articles  moving  on  Hi. -it-  own  ») 
when  not  stated  In  amounts  per  100  pound*  or  per  ton.  amounts  of 
less  than  25  cents  will  be  dropped;  thus  $25.21  will  be  stated  as  125.00 
Amounts  of  15  cents  or  more  but  leas  than  75  cents  will  be  stated  as 
SO  cents:  thus  flS.M  will  be  stated  as  $15.50.  Amounts  of  75  cents 
or  more  but  leas  than  one  dollar  will  be  raised  to  tin-  next  dollar: 
thus  $25.80  will  be  stated  at  fM.OO.  This  rule  will  apply  only  In  cases 
where  the  present  rate  is  $10.00  or  more. 

(d)     Where  carriers  elect   to  comply   with  the  findings   herein   by 
making  percentage  reductions  In  existing  rates  or  charges,   the  rules 
i bed  In  (a),  (b)  and  (c)  shall  apply. 

***.  Where  carriers  earn  specific  amount*  as  their  divisions 
or  compensation  out  of  Joint  rates  or  charges,  sixft  amounts 
shall  be  reduced  In  the  same  manner  as  provided  for  the 
through  rates  or  charges.  Where  the  divisions  of  carriers  par- 
ticipating In  joint  rates  or  charges  are  In  fixed  amounts  per 
unit  and  are  absorbed  by  other  carriers.  »uch  absorptions  shall 
be  reduced  in  the  same  manner  as  the  through  rate  or  chaw. 

"10.  In  Instances  where  application  of  the  bases  her.  m 
prescribed  results  In  departures  from  the  provisions  of  the 
fourth  section  of  the  act.  the  carriers  will  be  expected  to  corn-«  t 
such  departures  by  tariffs  filed  not  later  than  October  1.  1122. 
Temporary  fourth  section  relief  will  be  granted  by  appropriate 
order.  If  necessary.  Interested  parties  may  bring  to  our  atten- 
tion any  of  our  outstanding  orders  which  nay  require  modifi- 
cation to  permit  prompt  and  full  compliance  with  the  findings 
herein. 

"11.  It  Is  Important  that  the  reduced  rates  and  charges  be 
made  effective  at  as  early  a  date  as  practicable.  Those  herein 
prescribed  shall  be  made  effective  on  or  before  July  1.  1922,  up- 
on not  less  than  10  days'  notice  to  the  commission  and  to  the 
general  public  by  filing  and  posting  In  the  manner  prescribed  In 
the  Interstate  commerce  act. 

"12.  The  findings  In  paragraphs  2  to  11.  Inclusive,  apply 
to  all  respondents  other  than  electric  lines  not  operated  as  a  part 
of  a  steam  railroad  system.  They  do  not  apply  to  milk  and 
cream  when  the  revenue  from  transportation  thereof  Is  not  In- 
cluded In  freight  revenue.  Nothing  herein  shall  be  construed 
a*  applying  to  the  proportions  of  Joint  through  rates  or  charges 
to  or  from  points  In  foreign  countries  accruing  in  such  foreign 
countries,  or  as  authority  to  Increase  any  existing  rates  or 
charges. 

"The  respondents  should  advise  us  promptly,  and  not  later 
than  May  31.  1922.  If  possible,  whether  the  findings  herein  will 
be  carried  Into  effect  without  formal  order  or  orders  by  us." 

Discussion  of  Commodities 

The  Commission  discussed  the  rate  situation  with  regard 
to  coal  and  cake.  Iron,  steel  and  ore.  road  and  building  mate- 
rials, forest  products,  agricultural  product*  and  live  stock,  pack- 
ing-house products,  fertilizer  and  fertilizer  materials,  waste 
materials,  petroleum  and  products,  roofing  slate,  groceries,  milk, 
cream  and  dairy  products,  paper  and  paper  products,  cotton- 
seed products,  vegetable  oil  and  soap,  and  miscellaneous  com- 
modities. 

As  to  coal,  the  Commission  said  shippers  who  opposed  a 
horizontal  reduction  and  favored  reductions  on  basic  commodi- 
ties with  few  exceptions  selected  coal  as  one  of  the  commodities 
on  which  reductions  should  be  applied  If  any  reductions  were 
made.  It  discussed  the  Importance  of  the  coal  traffic  with  its 
relation  to  Industry.  Generally  speaking,  the  Commission  said, 
transportation  charges  on  coal  have  not  Increased  since  1915 
In  any  greater  ratio  than  mine  prices,  nor  does  It  appear  that 
on  the  average  the  ratio  of  transportation  charges  to  mine 
prices  was  greater  In  February,  1922.  than  In  th«-  period  1904- 
1*16.  It  said  that  In  1921  carriers  used  approximately  130  mil- 
lion tons  of  coal,  and  that  many  carriers  pay  transportation 
charges  on  coal  to  other  carriers.  It  said  coal  operators  urged 
that  the  reduction  In  these  charges  would  to  a  considerable  ex- 
tent offset  any  loss  in  r«-v.-nue  resulting  from  rate  reductions  on 
coal. 

"A  witness  for  the  carriers  testified  that  a  10  per  cent  re- 
ductlon  In  coal  rates  In  the  eastern  group,  based  upon  1921 
tonnage,  would  result  In  loss  In  revenue  approximately  |72,740,- 


000,  whereas  the  reduction  In  transportation  charges  paid  by 
eastern  carriers  would  be  less  than  $4,700,000,"  the  Commission 
said.  "It  is  evident,  therefore,  that  loss  in  revenue  from  coal- 
rate  reductions  would  affect  some  carriers  greatly  and  others 
but  little.  Some  of  the  less  prosperous  carriers  are  among  those 
carrying  a  high  proportion  of  coal." 

The  Commission  said  complaint  had  been  made  of  the  exist- 
ing relationship  of  the  rates  on  coke  to  those  on  coal  but  that 
the  record  afforded  insufficient  basis  for  conclusions  as  to  what, 
if  any,  readjustments  should  be  made.  As  to  anthracite,  the 
Commission  said  the  present  rates  represented  a  smaller  per- 
centage of  the  mine  price  than  prior  to  1915. 

On  iron,  steel  and  ore,  the  Commission  reviewed  conditions 
in  the  iron  and  steel  Industry,  saying  It  felt  warranted  In  taking 
notice  of  the  fact  that  since  the  case  was  submitted  the  general 
condition  of  the  iron  and  steel  industry  had  materially  im- 
proved. It  said  the  principal  raw  materials  used  were  coal, 
coke,  dolomite,  limestone,  and  Iron  ore.  and  that  except  in 
particular  situations,  or  to  the  extent  that  rates  on  one  or  more 
raw  materials  were  from  a  transportation  standpoint  too  high 
as  compared  with  rates  on  others,  it  would  appear  that  reduc- 
tions in  rates  on  the  raw  materials  should,  in  so  far  as  pos- 
sible, be  made  upon  all  alike.  The  mining  and  smelting  indus- 
tries, the  Commission  said,  attributed  depression  in  large  mea- 
sure to  the  rate  Increases  of  1920.  It  said  there  had  been  some 
Improvement  in  these  industries  since  the  autumn  of  1921  but 
that  until  overstocked  markets  shall  have  further  readjusted 
themselves,  the  volume  of  movement  could  hardly  be  materially 
Increased  by  establishment  of  any  ore  and  smelter-product  rates 
which  would  be  fairly  compensatory  to  the  carriers.  It  called 
attention  to  the  fact  that  rates  on  low-grade  ores  in  many  of 
the  intermountaln  states  were  not  Increased  in  1920. 

As  to  road  and  building  materials,  the  Commission  re- 
viewed the  testimony  applicable  to  those  commodities.  Aside 
from  saying  that  many  reductions  in  rates  have  already  been 
made,  principally  In  the  eastern  group,  on  clay,  sand,  gravel 
and  crushed  stone,  and  that  It  would  not  pass  on  the  conten- 
tion of  shippers  of  asphalt  that  rates  thereon  should  not  ex- 
ceed cement  rates,  the  Commission  expressed  no  conclusions. 

The  Commission  said  many  reductions  of  lumber  rates  had 
been  made  since  August.  1920.  referring  to  the  reductions  from 
the  Pacific  slope  and  from  the  southeast  and  southwest,  and 
also  to  the  reductions  ordered  In  the  hardwood  lumbed  case. 
It  referred  to  the  carriers'  Intention  to  make  reductions  in  rates 
on  pine  and  other  soft  wood  to  correspond  with  the  reductions  , 
ordered  In  the  hardwood  case,  addin*  that  some  of  the  reduc- 
tions had  been  made  effective.  It  safd  the  full  facts  were  lack- 
Ing  as  to  the  effect  of  the  reductions  In  rates  on  forest  products 
but  that  they  appeared  to  have  been  followed  by  increase  In  rail 
movement,  but  that  whether  the  aggregate  consumption  was 
Increased  thereby  did  not  appear.  As  to  rates  on  lumber  to 
South  Dakota,  the  Commission  called  attention  of  the  carriers 
to  the  apparent  necessity  for  some  readjustment. 

Discussing  agricultural  products  and  live  stock,  the  Commis- 
sion referred  to  reductions  that  had  been  made  in  the  rates  on 
agricultural  products  and  live  stock.  In  the  late  months  of 
1921  and  In  January  and  February,  1922,  the  Commission  said, 
there  was  an  appreciable  advance  in  prices  of  live  stock,  and 
of  grain,  cotton,  and  other  Important  agricultural  products,  and 
that  the  situation  In  producing  regions  has  materially  Improved. 
The  Commission  said  the  failure  to  apply  the  10  per  cent  cut 
on  products  of  the  farm,  etc.,  had  created  difficulties  which 
should  be  corrected. 

"We  are  of  the  opinion,"  it  said,  "that  the  reductions 
should  Include  carload  rates  on  nursery  stock  and  farm  and  • 
field  seeds  In  all  rate  groups;  rates  on  potatoes  from  Maine, 
watermelons  from  points  In  the  southern  group,  peanuts,  'raw 
the  shell,'  cottonseed  and  peanut  cake  and  meal,  rice  and 
ce  products.  In  carloads,  and  cotton  and  leaf  tobacco,  any 
quantity,  where  not  now  Included." 

As  to  packing-house  products,  the  Commission  said: 

Packing  houses  located  at  East  Cambridge.  Mass.,  New  York,  and 
other  eu.itern  points  draw  a  considerable  portion  of  their  live  stock 
from  the  West.  Packing  houses  In  the  Interior,  Iowa,  for  example, 
compete  with  them  In  eastern  markets.  Immediately  prior  to  the 
general  Increase  of  June  25.  1918.  rates  on  cattle  and  hogs  from  the 
Mississippi  River  to  East  Cambridge  were  from  1  to  1-7  cents  per 
100  pounds  lower  than  the  rates  on  cured  or  fresh  meals.  These  dif- 
ferences have  been  widened  by  the  general  rate  changes  of  the  last 
four  yearn  until,  following  the  10  per  cent  reduction  on  live  stock 
effective  In  January.  1922.  the  difference  now  range  from  12  to  40.5 
rents,  and  seriously  handicap  Interior  Independent  packers  In  the 
eastern  markets. 

Upon  this  record  It  Is  not  practicable  to  prescribe  a  specific  rcln- 
tlon.ihlp  between  the  rates  on  the  live  animal  and  on  the  product,  but 
the  carriers  should  rnnke  some  revision  of  these  rates  from  the  Mis- 
sissippi River  eastward. 

The  testimony  relating  to  fertilizer  and  fertilizer  materials 
was  reviewed.  The  Commission  then  said: 

The  fertiliser  for  use  In  production  of  this  year's  crops  has  already 
moved,  but  the  nnnunl  movement  of  raw  materials  Into  the  fertiliser 
plants  does  not  begin  until  May.  Fertilizer  manufacturers  asked 
that  reductions  ranglnic  from  20  to  25  per  cent  be  made  on  fertiliser 
materials  and  that  on  fertiliser  we  prescribe  for  the  southern  group 
a  distance  scale  of  rates  suggested  by  them.  This  scale  would  In- 
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volv«    a    ifdmlion    of    approximately     I':!    per    cent    under    the    scale 
•  I    by    us    In    K<>  no   Co.    vs.    A.    C.    I..    1:.    H.    Co..    50 

1.    C.    C..    34,    as    Mil'.-.  . in.  ut  l\     in.  :• 

The  Commission  said  that  as  to  waste  materials  it  was  not 
possible  on  the  record  to  prescribe  a  definite  adjustment  but 
that  the  carriers  should  promptly  revise  their  rates  on  waste 
materials.  It  said  that  many  rates  in  the  eastern  group  were 
higher  on  scrap  lead  than  on  pig  lead,  on  scrap  iron  than  on  pig 
iron,  and  that  rates  on  waste  paper  in  the  same  group  were 
higher  in  some  instances  than  on  paper  and  paper  products. 

As  to  petroleum  and  its  products  the  Commission  said  the 
record  indicated  that,  although  more  than  55  per  cent  of  the 
crude  petroleum  produced  In  the  United  States  in  1921  came 
from  wells  in  the  southwest,  less  than  20  per  cent  of  the  total 
crude  produced  was  refined  by  the  interior  refineries  in  that 
region  and  that,  of  the  crude  produced  by  the  southwest,  57  per 
cent  moved  either  by  pipe  lines  to  refineries  elsewhere  or  by 
pipe  lines  in  tank  vessels  to  Atlantic  ports,  thus  depriving  the 
rail  lines  of  much  revenue.  It  said  the  rail  lines  were  not  ob- 
taining as  great  a  proportion  of  the  total  movement  as  they  did 
in  former  years,  that  being  due  chiefly  to  the  rapid  development 
and  increased  use  of  other  forms  of  transportation,  notably  pipe 
lines,  motor  trucks,  tank  vessels,  and  accessorial  storage  facili- 
ties. Use  of  these  other  forms  of  transportation  is  enhanced 
by  the  existing  level  of  rail  rates,  the  Commission  said.  Self- 
interest,  it  said,  would  seem  to  dictate  revision  by  the  rail  car-' 
riers  of  their  short-haul  rates.  It  then  said: 

Shippers  of  petroleum  throughout  the  country  have  agreed  upon 
a  plan  contemplating  reductions  in  and  readjustment  of  practically 
all  petroleum  rates  on  the  following  basis: 

1.  In   official  classification   territory.— Readjusted   to  rates  of  Jan- 
uary 1,   1917,  plus  40  per*  cent. 

2.  In    New    Kngland. — 4.5    cents    per   100   pounds. 

3.  Between   trunk-line  territory  and   New   England. — 4.5   cents  per 
100   pounds,    with   90   per   cent   of    fifth    class  as   a    maximum. 

4.  Between  central  freight  association  territory  and   New   England. 
— Readjust i'<f   to   li.-isis   of '2  cents  per   100  pounds  over  the   New   York 
rates   (No.    1   above). 

5.  Southern    and    western    classification    territories,    except    Pacific 
coast. — (1)    Local    rates — 15    per    cent,    plus    a    specific    reduction    of 
4.5    cents    per    100    pounds;    (2)    Proportional    rates — 15    per    cent,    plus 
2   or  2.5   cents   per   100   pounds,    which    was   authorized   in    freight   rate 
authority   No.   96. 

6.  Pacific   coast  territory. — 15   per  cent,   plus  specific   reduction   of 
4.5    cents    per    100    pounds. 

7.  All    territories. — Application    of    any    minimum    rate    for    short 
hauls  eliminated. 

It  is  not  necessary  to  discuss  this  plan  in  detail.  Little  specific 
Information  was  presented  relative  to  its  effect  upon  existing  rate 
structures  or  the  revenues  of  the  carriers.  Evidently  important 
changes  In  relationships  and  decrease  in  revenue  would  result  from 
its  adoption,  unless  accompanied  by  an  increase  in  tonnage  hardly  to 
be  anticipated.  In  official  classification  territory  the  reduction  would 
be  about  30  per  cent  and  carry  the  rate  level  below  that  obtaining 
Immediately  prior  to  August.  1920.  The  rates  could  be  made  effective 
only  by  recomputing  all  existing  rates  and  reissuing  the  schedules. 
This  would  take  much  time. 

The  percentage  increase  of  1920,  coupled  with  the  subsequent  re- 
duction of  3.5  cents  In  central  territory,  has  tended  to  lessen  the  rail 
movement    of    refined    products    and    fuel    oil    from    southwestern    re- 
fineries to  northern  and  eastern  markets  and  to  im-re.-ise  the  movement 
of   crude   oil    by    pipe    line    from    southwestern    producing    territory    to 
northern   refineries,   and  also   to  Gulf  coast   refineries   from   which   the 
movement   is   by   water  to  North   Atlantic  ports  and   thence   by   short 
I   hauls   Into   the   interior.      As  a   result   the   southwestern   refineries 
ufferlng    while    other    refineries    are    operating    more    nearly    to 
capacity. 

This  situation  appears  to  clearly  fall  within  the  class  of  readjust- 

s    contemplated    when    the    Increases    of    1920    were    authorized. 

•arnere   should    promptly    revise    their   rates   from   the    Southwest   to 

e   eastern   group    In   order    to    lessen    the   spread    as   compared    with 

rates    between    points    in    central    and     trunk-line    territories.       This 

lould    not   be   construed   as   requiring   reestablishment   of    the   precise 

Terences   which  existed   Immediately   prior  to  the  increases  of  1920. 

The   Commission  said  the   carriers   should   promptly   revise 

rates  on  roofing  slate  to  central  territory  so  as  to  bring 

them  into  better  accord  with  rates  on  other  roofing  materials. 

As  to  rates  on  groceries,  the  Commission  expressed  no  opin- 
ion, merely  reviewing  the  testimony  on  the  commodities  in- 
volved under  that  heading. 

It  dealt  with  rates  on  milk,  cream  and  dairy  products  in 
similar  fashion. 

The  Commission  said  that  as  to  rates  on  paper  and  paper 
products  the  evidence  did  not  warrant  fixation  of  the  proper 
rate  relationship  between  competing  mills  in  New  England  and 
the  west. 

No  conclusion  was  stated  as  to  the  testimony  on  cotton- 
seed products,  vegetable  oil,  and  soap. 

Discussing  the  testimony  with  regard  to  miscellaneous  com- 
modities, the  Commission  said  that  in  view  of  the  conclusions 
reached  In  the  decision,  individual  discussion  of  each  of  the 
various  commodities  was  unnecessary. 

"Summarized,"  It  said,  "it  appears  that  shippers  of  practi- 
cally all  commodities  have  been  suffering  from  the  business 
depression  of  1921  and  that  in  varying  degrees  nearly  all  ascribe 
this  prolonged  depression  in  part  to  the  existing  high  level  of 
rates  and  feel  that,  until  downward  revision  is  made,  return  to 
a  volume  of  business  equal  to  that  of  years  prior  to  1921  prob- 
ably will  not  bo  attained. 

"Taken  as  a  whole,  the  evidence  relative  to  the  miscella- 
neous commodities  Indicates  that  reductions  confined  to  a  few 


so-called  basic  materials  would  not  satisfy  many  shippers  and 
would  bring  about  numerous  complaints  of  discrimination  be- 
I  ween  particular  shippers  or  communities." 

Passenger  Fares 

In  its  discussion  of  passenger  fares  the  Commission  said 
reduction  in  fares  would  no  doubt  increase  travel  somewhat, 
but  that  the  record  did  not  warrant  the  conclusion  that  under 
existing  conditions  this  stimulus  would  suffice  to  offset  the  re- 
sulting loss  in  revenue.  It  pointed  out  that  eastern  carriers  esti- 
mated that  restoration  of  the  passenger  fare  of  August  25,  1920, 
a  reduction  of  16  2-3  per  cent,  would  result  in  a  revenue  loss  of 
$176,560,000  annually  in  the  whole  country  and  that  to  offset  that 
loss  an  increase  of  20  per  cent  in  passenger  traffic  would  be 
necessary,  allowing  nothing  for  the  added  expense  incident  to 
the  additional  traffic.  As  to  the  Pullman  company's  request  for 
the  removal  of  the  surcharge,  the  Commission  said  the  record 
indicated  that  travel  in  sleeping  and  parlor  cars  has  not  de- 
creased in  substantially  greater  ratio  than  travel  generally,  and 
does  not  warrant  a  conclusion  that  the  decrease  in  travel  in 
sleeping  and  parlor  cars  is  traceable  to  the  surcharge. 

As  to  the  requests  of  theatrical  and  Chautauqua  interests 
asking  for  party  fares  and  lower  charges  for  the  movement  of 
baggage  in  baggage  cars  the  Commission  said  the  carriers  may 
themselves  establish  party  fares,  or  change  their  practices  in 
the  handling  of  baggage  if  they  do  so  without  unlawful  dis- 
crimination. 

The  Commission  said  that  the  evidence  submitted  in  behalf 
of  a  national  association  of  electric  railroads  that  no  reductions 
in  their  charges  were  warranted  at  this  time  stood  uncontro- 
verted  upon  the  record.  It  said  the  evidence  was  too  meager 
to  permit  of  specific  findings  as  to  individual  electric  lines  or 
electric  lines  as  a  whole. 

McChord's  Opinion 

In  a  separate  opinion,  Chairman  McChord  said  that  in  so 
far  as  the  decision  resulted  in  a  reduction  of  rates  he  assented 
to  it  but  that  he  was  not  in  full  accord  with  it.  He  said  he  was 
opposed  to  fixing  a  rate  of  annual  return  and  in  any  event  to  a 
rate  of  5.75  per  cent.  If  a  rate  of  return  was  to  be  fixed  at  all, 
he  said,  it  should  not  exceed  5.5  per  cent,  which  he'  said  was 
that  fixed  by  Congress  at  a  time  when  conditions  were  at  their 
worst  and  which  seemed  to  him  not  only  adequate  for  present 
purposes  but  for  future  adjustments.  He  then  said: 

I  think  that  the  times  and  conditions  plainly  demand  reductions 
in  rates  on  all  materials  and  products  that  are  basic  in  industry  and 
in  our  existence  as  a  people  to  a  level  that  business  interests  will 
recognize  as  the  lowest  available  for  some  time  to  come.  Nothing 
less  will  quiet  the  present  unrest  and  agitation  for  lower  transporta- 
tion costs  and  encourage  the  needed  healthy  flow  of  traffic.  The 
more  nearly  we  approximate  the  admissible  limits  of  reduction  the 
more  effectually  will  we  obtain  that  stabilization  of  rates  which  is 
conceded  to  be  essential  to  a  full  and  country-wide  resumption  of 
business.  In  my  judgment  the  general  reductions,  now  decreed  fall 
short  of  full  attainment  of  the  desired  end. 

The  record  convinces  me  that  the  present  level  of  rates  on  the 
basic  articles  is  now  operating  as  a  serious  burden  upon  commerce 
and  should  be  materially  reduced,  and  that  upon  a  considerably  lower 
level  of  rates,  with  an  induced  higher  level  of  traffic  activi'ty,  not 
only  will  the  carriers  secure  more  net  revenue  but  the  properity  of 
the  country  as  a  whole  will  be  greatly  enhanced.  The  pulse  of  both 
industry  and  transportation  is  still  below  normal,  although  there  is 
and  has  been  for  several  months  marked  improvement,  and  their 
mutual  interests  demand  a  50-50  readjustment  of  the  very  material 
rate  increases  under  Ex  parte  74,  if  reductions  are  to  be  made  on  all 
classes  and  commodities,  and  a  still  greater  reduction  if  confined  to 
selected  commodities.  I  entertain  no  doubt  of  our  power  and  duty 
under  the  law  to  do  this.  Reductions  on  that  general  basis  should 
also  be  applied  to  passenger  fares. 

There  is  every  reason  to  believe  that,  with  decreases  on  that  basis 

the  more  effectual  stabilization  of  rates,  the  full  amount  of  the 
apparent  shrinkage  in  revenues  would  be  more  than  made  up  by  the 
expansion  of  traffic.  One-half  of  the  increases  by  Ex  parte  74  were 
rvnin  P6  measure  °f  the  reductions  we  prescribed  in  Rates  on  Grain. 
u- MI  ?„  Ptr,°ducts-  ,am]  HaJ.  «<  I-  C.  C..  85,  in  the  territory  embraced 
,th,n  the  western  and  mountain-Pacific  rate  groups;  and  cer- 
to  those  commodities,  which  move  in  large  volume  from 
.to  the  East  there  can  be  no  defensible  prescription  of  re- 
h M\ZS,  a?5'  1<!SSf  ^egree  in  the  'Astern  group,  which  enjoved  a 
ex  »ctP/erom  MS"  °  lncr,eas?;  The  reP°rt  »'  this  case  quotes  an 
SKIS!  f™m,dhe^.tP°rst  "  ,lnhat  hca»e.  to  the  effect  that  the  vital 
s  ln  whatever  will  promote  a  return  to 
nt,  which  a  downward  trend  in  rates  will  tend 


to    Jir-nfininlloV,        TM,«    «l  .  T ,  """"'waru     liena     111     1'aieS     Will     leilQ 

onipnsn.  me  observations  there  made  imnre<*<*  tn*>  ««  havinp-  an 
•i'!',", U;;tt'?encoCrTm.<'nSlTatr  w'th  the  wid^  secopePof  th™clse  aiTthe 
re  dm •  lonTon  other"  ™m  *"*,  'IV'"3  "°  less  cogent  reasons  for  equal 
on, •  natiSnal  we°faiv.  °  the  country  entering  essentially  into 

Eastman's  Opinion 

In  a  concurring  opinion,   Commissioner  Eastman  said   that 

at  the  time  of  the  increase  of  1920  he  was  of  the  opinion  t 

any  valid  determination  of  "aggregate  value"  was  then  hnprac- 

e  and  that  he  was  of  the  opinion  that  it  was  now  ™prac- 

>aid  he  was  convinced  that  upon  the  present  record 

Commiss  on  could  lawfully  go  no  further  in  requiring  reduc- 

,d    in    thi     H  the»P'rit  and  intent  of  section  15a  than  it 

m   this    decision.     He   said    neither   the   statistics   nor   the 

.•iPParent  trend  of  traffic  justified  a  reduction  in  passenger  fare* 

;.i    Hie  present  time,  but  he  believed  that  as  to  this  traffic  the 

private   managers    have  an   opportunity   to   demonstrate   to   the 
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country  the  benefits  of  their  Initiative  because  he  believed  the 
question  involved  was  one  of  business  judgment  or  wisdom.  He 
also  said  that  he  believed  that  if  the  administration  of  the  act 
was  to  be  as  successful  as  it  could  be  made  there  must  be  some 
co-operation  between  the  Commission  and  the  Labor  Board.  He 
said  that  at  the  present  time  the  Labor  Board  hag  the  wages  of 
all  railroad  employes  under  consideration  but  that  the  Commis- 
sion was  acting  without  awaiting  its  decision  and  that  the  action 
of  the  Commission  must  necessarily  be  based  upon  existing 
wages.  He  said  if  wages  were  reduced  by  the  Labor  Board  the 
Commission  must  either  reopen  the  proceedings  and  make  a 
new  determination,  to  the  confusion  of  industry,  or  the  country 
must  forego  for  a  time  "so  large  a  reduction  in  freight  rates  as 
would  have  been  possible  If  we  had  postponed  our  decision." 
He  believed  It  would  have  been  wiser  and  better  If  the  Com- 
mission had  announced  several  weeks  ago  that  the  decision 
would  be  deferred  until  after  the  Labor  Board  had  acted,  not 
for  the  purpose  of  prejudging  the  question  of  wages  or  of  In- 
fluencing the  action  of  that  body,  but  for  the  purpose  of  the 
Commission  being  assured  that  the  rates  It  was  prescribing 
would  be  the  lowest  possible  under  the  law  and  the  rates  most 
likely  to  remain  stable  for  a  considerable  period  of  time. 

Potter  Concur* 

Commissioner  Potter,  concurring,  said  the  findings  of  the 
Commission  meant  that  present  rates  and  charges  should,  gen- 
erally speaking,  be  reduced  10  per  cent — certain  reductions 
heretofore  made  to  be  treated  as  a  part  of  such  10  per  cent 
reduction.  . 

"The  support  for  the  finding  that  rates  and  charges  should 
thus  be  reduced  is  the  belief  that  the  prospective  net  operating' 
•  nues  of  the  carriers  for  the  year  commencing  July  1.  1922, 
if  under  the  existing  rate  basis,  would  exceed  a  fair  return  by  the 
amount  Involved  In  the  reduction  required,"  said  he.  "This 
conclusion  has  been  arrived  at  by  calculating  what  would  have 
been  the  net  operating  revenues  of  the  carriers  during  the  year 
1921  if  there  had  been  In  effect  during  that  year  the  bases  of 
rates  and  expenses  which  were  In  effect  at  the  time  of  the  hear- 
ing, say.  Feb  1.  1922.  and  by  adding  thereto  amounts  sufficient 
to  represent  the  additional  net  revenue  to  be  derived  from  a  ten 
per  cent  Increase  In  traffic  and  from  further  r..N<  ••!  operating 
expenses  In  the  ensuing  year.  While  results  of  future  opera- 
tions are  In  doubt,  due  to  uncertainty  as  to  the  duration  of  the 
existing  coal  strike  and  other  factors,  I  am  convinced  that  the 
forecast  which  we  are  required  to  make  is  justified  by  the 
present  prospects." 

Mr.  Potter  said  so  far  this  year  there  had  been  a  substan- 
tial Increase  of  traffic  and  that  conditions  were  Improving.  He 
said  there  was  warrant  for  the  expectation  that  further  reduc- 
tion of  expenses  In  substantial  amount  will  be  realised. 

"In  view  of  the  favorable  prospect  and  the  Industrial  and 
.»!  need  for  lower  rate  levels,  I  concur  In  the  con- 
clusion that  reductions  should  be  made,"  xald  he.  "If.  later,  we 
are  convinced  that  our  estimate  respecting  Increased  net  earnings 
Is  not  warranted  by  Increased  traffic  or  farther  reduction  of 
expenses,  existing  rates  can  he  restored  to  the  extent  which 
then  seems  necessary." 

Mr.  Potter,  however,  expressed  doubt  as  to  whether  the 
Commission  was  rendering  a  real  service  to  the  shipping  public 
In  requiring  reductions  unless  and  until  there  Is  further  reduc- 
tion of  operating  expenses.  He  said  efficient  transportation 
was  more  Important  than  cheap  transportation  and  that  he 
apprehended  that  IB  the  near  future  shippers  would  lose  and 
suffer  more  from  Inadequate  service  than  could  result  from  the 
continuance  of  present  rates. 

Mr.  Potter  expressed  the  opinion  that,  assuming  that  there 
was  a  prospective  excess  earning  available  for  rate  reduction. 
different  treatment  was  required.  He  believed  that  In  cutting 
down  the  Kx  Parte  74  Increases,  the  Commission  should  have 
first  corrected  the  Injustice  of  that  decision  by  giving  preference 
In  reductions  to  carload  and  long-haul  traffic.  He  also  believed 
that  commodities  on  which  reductions  had  been  made  to  re- 
move Injustice  and  establish  a  proper  level  and  relation  as 
between  commodities  should  share  In  the  proposed  reductions. 

favored  a  reduction  in  passenger  fares  other  than  commu- 
tation fares  and  without  removal  of  the  Pullman  surcharge. 
He  believed  that  the  rate  of  return  should  have  been  fixed  at 
•  per  cent,  adding  that  the  Commission's  function  was  to  name 
a  fair  return  without  regard  as  to  how  much  of  It  the  govern- 
ment may  decide  to  take  from  time  to  time  In  taxes. 

The  concluding  views  of  Mr.  Potter  were  regarded  as  sig- 
nificant because  of  the  belief  quite  generally  held  that  the  Com- 
mission would  order  reductions  on  basic  commodities  rather 
than  a  general  percentage  reduction.  He  said: 

*  the  rnrly  Majfen  of  our  dellhrriitlon*  I  was  Impressed 
with  the  notion  that  In  making  reduction*  we  should  icive  pr«fer- 
etrtkal  •Btwldrratlon  to  a  selected  lut  of  co-called  basic  commodi- 
Kurih«r  consideration  developed  objections  to  thin  course 
which  to  my  mind  nrr  convincing.  It  appear*  Impossible  at  thin  time 
to  aelect  a  lint  of  no-called  bniilc  commodities  to  which  reduction 
could  consistently  and  lawfully  IIP  llmlte.l  We  cannot  .1.  t.  imlne  upon 
specific  haul,  commodltle*  which  do  not  no  relate  In  a  competitive 
war  to  other  ruBSIMaltlee.  an  to  make  lmpo»«ible  a  reduction  of  the 


rates  on  those  selected  and  not  on  others.  The  result  of  applying 
reductions  to  a  particular  list  would  be  to  deluge  us  with  complaints 
from  shippers  of  related  commodities  who  would  make  charges  of  dis- 
crimination which  we  would  be  required  to  sustain.  The  effect  would 
be  to  create  intense  confusion  and  discontent  and  to  work  great  in- 
justice. Concluding  that  there  is  a  prospective  surplus  available  for 
rate  reductions.  I  know  of  no  theory  on  which  that  surplus,  resulting 
largely  from  hauling  certain  traffic,  can  be  made  the  basis  for  a  find- 
ing with  respect  to  the  reasonableness  of  rates  on  other  traffic.  If  we 
were  to  select  a  list  our  difficulties  would  not  be  reduced.  Some  situ- 
ations are  more  acute  than  others.  Different  commodities  and  differ- 
ent conditions  require  different  treatment.  Some  rates  are  not  high 
enough;  others  are  too  high  In  varying  degrees.  We  would  not  do 
justice  in  requiring  horizontal  reductions  limited  to  particular  com- 
modities. If  I  were  persuaded  of  the  practicability  of  limiting  reduc- 
tions to  the  so-called  basic  commodities  I  would  favor  an  announce- 
ment of  the  amount  available  for  rate  reduction  and  have  a  further 
hearing  upon  the  question  as  to  how  specific  application  should  be 
made.  The  present  record  is  not  sufficient  to  indicate  what  selec- 
tions should  be  made.  If  further  hearings  were  to  cause  delay,  the 
result  might  well  be  more  harmful  than  to  proceed  as  the  report  pre- 
scribes. 

Remaining  instances  of  maladjustment  should  be  corrected  upon 
specific  applications.  Carriers  should  not  regard  our  general  con- 
clusions as  dealing  correctly  In  detail  with  all  situations.  Their  further 
consideration  In  the  light  of  constantly  changing  conditions,  with 
which  they  are  more  familiar  than  we  can  be.  should  lead  to  sounder 
treatment  than  we  have  directed  to  be  applied. 

Lewis    Dissents 

Commissioner  Ijewis,  dissenting,  said  the  decision  of  the 
Commission  that  rates  be  reduced  was  unanimous. 

"My  dissent  is  limited  to  what  appears  to  me  to  be 
unjustified  uneconomic  waste,"  said  he.  "The  times  demand 
adjustments— even  radical  adjustments— rather  than  horizontal 
reductions,  and  the  record  In  this  case  justifies  such  action." 
Continuing,  he  said: 

The  margin  available  for  reductions  or  adjustments  that  may  be 
required  by  urn  Is  not  sufficient.  If  spread  over  the  entire  freight 
traffic,  to  give  to  the  country  the  relief  and  to  business  and  Industry 
ii..  stimulation  that  Is  urgently  needed.  A  10  per  cent  reduction 
will.  In  the  case  of  many  commodities  have  no  p.  i.-,  ptii.i,.  intlm  n>  • 
In  lowering  coats  of  living,  stimulating  Industry,  ameliorating  eco- 
nomlr  conditions  or  bringing  us  Into  more  favorable  and  equitable 
relationships  at  home  and  abroad. 

It  may  be  said  that,  measured  by  the  standards  of  value  or  serv- 
ice, many  commodities  are  not  now  hearing  too  great  a  share  of  the 
transportation  burden.  Kates  In  some  Instances,  and  on  certain 
services,  might  be  Increased  rather  than  lessened  as  the  result  of  a 
more  detail., I  *iudy  than  Is  afforded  In  this  Investigation.  The  horl- 
sontal  lowering  of  transportation  charges  In  many  Instances  will,  so 
far  as  the  public  Interest  Is  concerned,  mean  nothing.  In  some  In- 
stances It  may  be  said  to  be  detrimental,  for  It  will  only  serve  to 
transfer  to  profits  of  private  business  revenues  which  the  carriers 
would  much  better  employ  In  improvement  and  extension  of  the  public 
facility  of  transportation  and  in  extensive  employment  Incidental 
thereto,  or  prevent  us  or  them  from  afforalng  reductions  to  meet  n>-\v 
conditions. 

On  the  other  hand,  there  are  commodities  and  raw  materials  that 
are  basic  to  existence,  to  Induxtry.  and  to  readjustment,  on  which 
transportation  charges  are  relatively  and  absolutely  too  high.  Tli.-y 
are  out  of  proper  relationship  to  the  selling  prices  of  the  commodities 
and  constitute  not  only  maladjustments  nl  home,  but  most  unfavor- 
ably affect  us  In  world  competition.  Making  theHe  commodities  and 
material*  more  cheaply  available  to  consumers  and  manufactn 
would  contribute  to  reduction  of  costs  of  living,  relief  In  the  housing 
situation,  maintenance  of  productivity  of  the  soil,  Incn  ,-..|  .  mploy- 
in.ni.  and  stimulation  of  buying.  The  combined  effect  of  such 
changes  could  reasonably  be  exp.  .  li-.l  in  ii,.  i.ase  traffic  and  speed 
an  earlier  adjustment  of  other  or  all  transportation  charges  to  proper 
relationships  with  m  »  leveU  of  values. 

:  ill. -I  pofwlble  measure  available  for  reductions  should  be 
applied  In  conformity  with  the  guiding  principles  which  were  the 
foundntlon  of  our  order  in  Kates  on  Grain.  Grain  I'roducts.  and  Hay, 
•4  I.  C.  C.  IS,  and  of  our  recommendations  In  National  Live  Stock 
Shippers'  League  et  al.,  13  I.  C.  C.  107,  on  which  the  carriers  act.  'I. 
and  which  the  carrier*  accepted  as  the  basis  for  their  voluntary  10 
per  cent  reduction  In  rates  on  products  of  the  soil. 

Cox    Dissents 

Commissioner  Cox,  dissenting,  said  to  the  extent  that  a 
measure  of  relief  had  been  granted  he  fully  concurred,  but  that 
he  was  not  In  full  accord  with  the  manner  and  measure  of  the 
raatactlon  as  set  forth. 

"Nothing,  perhaps,"  he  said,  "la  more  desirable  at  this  time 
than  a  return  to  normalcy,  and  adjustments  must  be  made 
which  will  tend  to  stimulate  the  agricultural  and  industrial  sit- 
uation, which  has  been  in  a  state  of  depression  since  the  re- 
adjustment period  began.  I  do  not  concur  In  the  views  of  the 
majority  that  rates  on  all  commodities  should  be  reduced  at 
this  time,  and  It  Is  a  matter  of  record  that  many  commodities 
at  present  rate  levels  are  not  bearing  more  than  a  Just  share 
of  the  transportation  burden.  It  Is  my  judgment  that  the  amount 
available  for  reduction  at  this  time  should  be  applied  to  agri- 
cultural products,  raw  materials  and  basic  commodities  which 
are  essential  to  the  re-establishment  of  industry  the  re-employ- 
ment of  labor,  and  which  at  once  could  be  reflected  In  reduced 
living  costs." 

Mr.  Cox  also  went  on  record  In  favor  of  mileage  books  at 
reduced  rates,  citing  the  requeue  of  representatives  of  Industrial 
and  commercial  Interests  for  a  reduction  in  passenger  rates. 


CHARGES  ON  NITRATE  OF  SODA 

The  c«.m  miss  inn.  in  No.  11174,  E.  I.  DuPont  De  Nemours  ft 
Co.  vs.  Director-General,  as  agent,  Pennsylvania  et  al.,  opinion 
No.  7627,  68  I.  C.  C.  679-80,  has  modified  its  original  report  In 
59  I.  C.  C.  670,  so  that  reparation  is  denied  on  the  ground  that 
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freight  charges  paid  on  nitrate  of  soda  from  Baltimore,  Md.,  to 
Barksdale,  Wls.,  In  August,  1918,  were  not  borne  by  the  com- 
plainant. 

In  the  original  report  the  Commission  found  that  the  com- 
plainant was  entitled  to  reparation  but  Issued  no  order,  the  com- 
plainant being  directed  to  comply  with  Rule  V  of  the  Rules  of 
Practice.  The  reason  for  the  modification  of  the  original  report 
was  then  set  forth  as  follows: 

"In  the  course  of  that  compliance  facts  were  developed  of 
which  we  were  apprised  by  complainant's  attorney  on  January 
4.  1922,  as  follows: 

Since  the  hearing  In  the  above  entitled  proceeding,  the  writer's 
attention  has  been  called  to  the  fact  that  our  Govcrnmnt  Claims  Divi- 
sion was  obliged  to  use  this  paitlcular  tonnage  of  soda  in  a  transfer 
with  the  Navy  Department  and  was  Included  In  a  settlement  with  the 
Navy  Department  under  the  terms  of  which  the  full  amount  of  freight 
as  paid  to  the  railroad  had  been  refunded  to  this  company. 

*•••«••  • 

In  view  of  the  above  and  changed  circumstances,  complainant  be- 
lieves the  Commission  should  reopen  this  proceeding  for  the  purpose 
of  making  supplementary  order,  changing  the  original  opinion  to  the 
extent  of  eliminating  payment  of  reparation  to  complainant,  or  else 
permit  the  filing  of  a  stipulation  providing  for  the  payment  of  this 
sum  to  the  Navy  Department,  who  IB  actually  entitled  to  the  refund. 

"The  Director-General  of  Railroads,  as  agent,  agrees  to  the 
setting  aside  of  the  finding  that  complainant  was  entitled  to 
reparation  but  is  unwilling  to  enter  into  the  stipulation  suggested. 

"We  now  find  that  the  freight  charges  paid  on  the  ship- 
ments described  in  our  original  report  were  not  borne  by  com- 
plainant and  reparation  is  denied.  To  this  extent  the  original 
report  is  modified." 


WESTERN   LUMBER  RATES 

In  a  report  on  I.  and  S.  No.  1478,  the  Comnfission  held  the 
carriers  had  not  justified  their  proposal  to  restrict  the  applica- 
tion of  rates  on  lumber  from  the  coast  and  Truckee  groups  in 
California  and  Nevada  to  destinations  on  the  Colorado  &  South- 
ern in  Colorado.  At  present  group  J  rates  apply  to  destinations 
on  that  line  either  via  Cheyenne,  Denver  or  Pueblo  to  all  group 
J  points  in  Colorado.  The  rates  were  made  applicable  to  Colo- 
rado &  Southern  stations  in  August,  1921,  through -the  error  of 
omitting  the  word  "not"  from  a  note  in  the  tariff  intended  to 
restrict  the  application.  Prior  to  that  time  the  rates  had  not  ap- 
plied. The  carriers  when  they  tried  to  restore  the  negation  met 
objections  and  -the  correcting  tariffs  were  suspended.  At  the 
hearing  it  was  shown  the  restriction  would  cause  violations  of 
the  fourth  section.  The  Commission  also  found  violations  other 
than  those  specified  by  the  protestants. 


RATES  ON  MILK  AND  CREAM 

The  Commission  has  held  in  I.  and  S.  No.  1463,  actual  mile- 
age to  determine  rates  on  milk  and  cream  by  express  between 
points  west  of  the  Mississippi  River  (mimeographed  without 
page  or  opinion  number)  that  a  proposed  rule  of  the  American 
Railway  Express  Co,  for  determining  the  rate  applicable  under 
a  distance  scale  of  express  rates  on  milk,  cream,  buttermilk 
and  condensed  milk,  in  cans,  between  points  where  there  are 
two  or  more  routes,  has  been  justified.  The  order  of  suspension 
was  set  aside  as  of  May  30. 

The  express  company  in  its  tariff  I.  C.  C.  1668,  effective 
January  1,  1922,  established  a  distance  scale  of  express  rates 
on  milk,  cream,  buttermilk  and  condensed  milk,  in  cans,  between 
stations  in  practically  all  states  west  of  the  Mississippi  River, 
except  those  on  the  Pacific  coast.  The  following  rule  for  deter- 
mining the  rate  in  cases  where  two  or  more  routes  are  available 
between  points  of  origin  and  destination  was  published  therein: 
"Two  or  more  routes. — Where  there  are  two  or  more  routes 
between  point  of  origin  and  destination  the  distance  via  the 
route  actually  used  will  determine  the  rate." 

On  protest  of  the  Omaha  Chamber  of  Commerce  the  sched- 
ule was  suspended  until  May  31,  1922.  The  Commission  said  the 
rates  were  not  protested  except  in  so  far  as  they  might  be 
affected  by  the  proposed  rule. 

The  protestants  contended  that  the  application  of  the  rule 
would  result  in  substantial  increases.  In  conclusion  the  Com- 
mission said: 

Milk  and  cream  deteriorate  rapidly,  especially  In  hot  weather, 
Protestants  state  that  they  desire  expeditious  service  rather  than  a 
lower  rate.  If  movement  over  a  lower-rated  route  will  result  in  harm- 
ful delays.  As  we  said  In  In  Re  Express  Rates,  Practices,  Accounts. 
and  Revenues,  24  I.  C.  C.,  380-392,  "Expedition  is  the  very  soul  of 
the  express  business." 

W..  are  of  opinion  that  where  a  shipper  has  not  exercised  his 
right  of  routing  It  la  respondent's  duty  to  forward  the.  shipment 
over  the  most  expeditious  route.  The  record  shows  that  In  many 
Instances  the  longer  routes  are  more  expeditious  because  of  the  pas- 
senger-train schedules.  These  schedules  are  subject  to  frequent 
changes  and  cannot,  as  a  practical  matter,  be  Incorporated  In  the 
express  tariffs. 

Respondent's  distance  scale  of  rates  covers  a  large  territory. 
In  view  of  the  nature  of  the  traffic,  the  Importance  of  transporting 
t  promptly,  and  the  shipper's  right  of  routing,  we  think  that  the 
proposed  rule  is  reasonable  and  that  shippers  cannot  fairly  ask  for 
rates  based  on  distances  over  short-line  routes,  many  of  them 
impracticable,  and  at  the  same  time  expect  the  shipments  to  move 
over  longer  but  more  expeditious  routes. 


We  find  that  the  schedules  under  suspension  have  teen  Justified. 
A~n  order  vacating  the  order  of  suspension  and  discontinuing  this 
proceeding  will  be  entered. 

Respondent  will  be  expected  promptly  to  amend  its  tariffs  pub- 
lishing the  distance  rates  referred  to  herein  so  as  to  clearly  provide 
that  shippers  may  route  their  shipments  by  way  of  established 
routes  and  transfer  points,  and  also  provide  that  when  any  two 
points  are  served  by  the  same  two  or  more  lines  of  railroad,  over 
each  of  which  these  distance  rates  are  applicable,  me  rate  will  be 
based  upon  the  distance  over  the  shortest  line.  Respondent  will 
also  be  expected  to  transfer  at  St.  Joseph,  Mo.,  traffic  which  now 
passes  through  that  point  to  Kansas  City,  Is  there  transferred,  and 
then  moves  through  St.  Joseph  to  Omaha,  Neb.,  and  also  to  correct 
any  similar  situations,  resulting  in  unnecessary  out-of-line  hauls, 
that  may  exist. 

Commissioner  Cox  dissented. 


BRICK  REPORT  REVISED 

The  Commission  has  revised  its  report  on  No.  10733,  National 
Paving  Brick  Manufacturers'  Association  et  al.  vs.  Alabama  & 
Vicksburg  et  al.,  opinion  No.  7543,  68  I.  C.  C.,  so  as  to  eliminate 
errors  in  statements  of  fact,  not  material  to  the  issues,  but  which 
were  put  into  the  report  to  show  the  situation  with  which  it 
was  dealing.  On  p.  244  of  the  report  it  said  the  Canton  group 
was  in  various  percentage  territories,  ranging  from  71  per  cent 
for  a  portion  of  the  Canton  district  to  "87"  per  cent  for  the  Ash- 
land-Portsmouth  district.  The  correction  was  made  to  show 
that  on  classes  and  commodities  generally  the  Ashland-Ports- 
mouth  group  takes  82  per  cent,  and  not,  as  erroneously  stated, 
87  per  cent.  It  added  a  footnote  to  the  Ashland-Portsmouth  re- 
mark to  show  that  for  many  years  brick  and  certain  other  com- 
modities had  taken  77  per  cent  rates  to  eastern  port  cities  and 
82  per  cent  to  eastern  interior  points  to  which  the  distances  were 
relatively  greater  than  to  New  York  and  that  that  basis  had 
been  approved  by  the  Commission  in  57  I.  C.  C.  64  and  78,  in 
what  are  known  as  the  Huntington  and  Portsmouth  cases.  On 
p.  246  it  referred  to  Portsmouth  as  being  in  the  87  per  cent 
territory  and  taking  a  rate  of  J5.70  per  ton.  It  substituted  Cin- 
cinnati for  Portsmouth  because,  in  the  Portsmouth  case,  before 
mentioned,  the  82  per  cent  basis  was  approved  for  Portsmouth. 


CORRECTED  REPARATION  REPORT 

The  Commission  has  issued  a  corrected  reprint  of  its  de- 
cision in  Ex  Parte  80,  in  the  matter  of  awarding  reparation  on 
a  lower  -basis  prior  to  June  25,  1918,  than  on  and  after  that  date, 
opinion  No.  7493,  68  I.  C.  C.  5-8. 

The  change  was  made  in  the  first  sentence  of  the  second 
paragraph  of  the  decision,  which  read  originally  as  follows: 

The  position  of  the  Director-General  is  that  we  should  adopt  a 
uniform  rule  based  upon  the  principle  that  any  rate  found  unreason- 
able on  such  shipments  made  prior  to  June  25  should  include  the  gen- 
eral increase  effective  on  that  date  because  the  increase  in  wages 
of  railroad  employes  was  made  retroactive  to  the  beginning  of  federal 
control  on  January  1,  1918,  and  because  railway  materials  and  other 
expenses  had  substantially  increased  before  the  increase  in  rates  was 
operative. 

This  sentence  is  revised  in  the  corrected  reprint  as  follows: 

The  position  of  the  Director-General,  as  stated  by  counsel  is  that, 
where  the  Commission  itself  fixes  a  given  rate  as  reasonable  subse- 
quent to  June  25,  1918,  there  can  be  no  justification  for  fixing  a  lower 
rate  as  reasonable  prior  to  that  date,  because  the  increase  in  wages 
of  railroad  employes  was  made  retroactive  to  the  beginning  of  federal 
control  on  January  1,  1918,  and  because  railway  materials  and  other 
expenses  had  substantially  increased  before  the  increase  in  rates  was 
operative. 

The  change  in  language  was  made  at  the  request  of  John  F. 
Finerty,  who  handled  the  case  for  the  Director-General.  Mr. 
Finerty  objected  to  the  original  statement  as  to  the  position  of 
the  Director-General.  The  change  does  not  affect  the  decision 
made  by  the  Commission  in  the  case. 


RATES    ON    TALC 

In  No.  12581,  John  Lucas  &  Co.,  Inc.,  vs.  Director-General, 
as  agent,  the  New  York  Central  et  al.,  opinion  No.  7628,  68 
I.  C.  C.,  581-3,  embracing  also  No.  12657,  Same  vs.  New  York 
Central  et  al.,  the  Commission  has  dismissed  the  complaints  on 
a  finding  that  rates  on  talc,  in  carloads,  from  Hailesboro,  Em- 
eryville, and  Talcville,  N.  Y..  to  Lucaston,  N.  J.,  were  and  are 
not  unreasonable,  unjustly  discriminatory  or  unduly  prejudicial. 


COMMISSION   ORDERS 

The  Lincoln  Chamber  of  Commerce  was  permitted  to  inter- 
vene in  No.  13539,  Omaha  Chamber  of  Commerce,  Traffic  Bu- 
reau et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  complaint  in  No.  13606,  The  Larrowe  Milling  Company 
vs.  Ann  Arbor  et  al.,  was  amended  by  making  the  Akron,  Can- 
ton &  Youngstown  and  numerous  other  carriers  additional  par- 
ties defendant. 

The  order  in  No.  10858,  State  of  Idaho,  ex  rel.  Public  Utili- 
ties Commission  of  the  State  of  Idaho  vs.  Director-General,  Ore- 
gon Short  Line  et  al.,  and  No.  11386,  Same  vs.  Oregon  Short 
Line  et  al.,  was  modified  so  as  to  become  effective  July  25 
instead  of  May  25. 
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COKE,  UTAH  TO  MONTANA 

Examiner  J.  Edgar  Smith  baa  told  the  Commission  that  No. 
13124,  Anaconda  Copper  Mining  Co.  vs.  Director-General,  as  agent. 
Denver  ft  Rio  Grande  et  al.,  should  be  dismissed  on  a  holding 
that  the  through  charges  on  coke  from  Sunnyslde.  Utah,  to  Black 
Eagle.  Mont,  between  June  26  and  July  24,  1918,  were  not  un- 
reasonable, although  both  factors  of  the  combination  were  in- 
creased. In  disregard,  the  complainant  said,  of  both  the  order 
and  the  intention  of  the  Director-General.  Smith  said  the  Com- 
mission should  say  to  the  complainant  that  it  had  repeatedly 
disposed  of  that  contention  and  that  the  real  issue  was:  "Were 
the  rates  and  charges  reasonable  or  unreasonable?"  Clearly,  he 
said,  the  Commission  should  say  a  revenue  of  25  cents  per  loaded 
car-mile  for  transportation  through  a  mountainous  country,  pro- 
vided the  tariffs  upon  which  it  was  based  were  lawful,  ought 
rot  to  be  held  to  have  been  unreasonable  in  June  or  July,  1918, 
unless  something  more  were  shown  than  la  contained  in  this 
record. 

The  complainant  contended  the  principle  laid  down  In  the 
Sllgo  Iron  Store  Co.  case.  62  I.  C.  C.  643.  should  apply  in  this 
case.  Smith  said  it  should  not  because  the  tariffs  on  coke  did  not 
provide  total  charges  on  a  through  continuous  movement  by  the 
application  of  a  single  increase  over  the  charges  effective  June 
24.  1918.  until  October  1C.  1918,  about  three  months  after  the 
shipments  in  question  moved. 


INDIANA   COAL   RATES 

Examiner  H.  C.  Wilson  has  recommended  the  dismissal  of 
12841.  the  Chicago.  Lake  Shore  ft  Sooth  Bend  vs.  Illinois 
<  '.rural,  on  a  holding  that  rates  on  soft  coal,  from  Cans,  Ind  , 
to  Michigan  City.  Ind..  between  March  1  and  August  25,  1920. 
were  not  unreasonable.  A  Joint  rate  of  $1.«7  applied  over  the 
Illinois  Central,  a  distance  of  259  miles  to  Krn»!nKton.  Ill  .  and 
then  over  the  complainant's  line  to  Michigan  City,  a  distance 
of  43  miles.  The  complainant,  which  shipped  261  carloads  of 
coal  for  u»e  as  company  fuel,  sought  reparation  to  the  basis  of 
a  rate  of  $1.45  contemporaneously  applicable  over  various  routes, 
including  those  of  the  complainant  In  connection  with  the  Michi- 
gan Central  and  with  the  Pere  Marquette.  Prior  to  October  1. 
1918,  the  Illinois  Central  and  It*  connections.  Including  the  com- 
plainant, maintained  a  Joint  rate  of  $1.72.  That  rate  with  the 
complainant  was  canceled  on  October  1.  1918.  and  the  rates  via 
other  lines  reduced  to  $1.45.  The  Joint  rate  of  $1.67.  with  the 
complainant  a  party  to  It.  was  established  July  21.  1919.  The 
Illinois  Central  said  the  complainant  was  not  taken  In  on  tho 
joint  rate  of  $1.45  via  the  other  lines  because  Its  line  was  not 
under  federal  control.  How  It  came  about  that  the  $1.45  rate 
was  In  effect  via  the  South  Bend  line  and  tome  of  IU  federally 
controlled  connection*  was  not  explained  In  Wilson's  report. 

RATE  ON  STRUCTURAL  STEEL 

Examiner  John  A.  McQuillan  ha*  recommended  a  finding 
of  unreasonableness  and  an  award  of  reparation  in  No.  13311. 
Wm.  Cramp  ft  Son*  Ship  ft  Engine  Company,  Inc..  vs.  Director- 
General,  as  agent,  as  to  the  fifth  class  rate  of  9  cents  on  ship- 
ments of  structural  steel  from  Petty  s  Island.  N.  J..  to  Phila- 
delphia, between  February  13  and  August  15,  1919.  He  said  the 
9-cent  rate  should  be  held  unreasonable  to  the  extent  It  exceeded 
C.5  cents.  The  exaction  of  the  class  rate  was  due  to  the  failure 
of  the  tariffs  specifically  to  apply  the  Camden-to-PhlIadelph1« 
basis  of  6.5  cents  when  the  bridge  of  the  Pennsylvania  which 
gives  Petty**  Island  railroad  connection  with  Philadelphia  was 
opened.  The  Intention  was  to  apply  that  basis,  but  after  the  ship- 
ments moved.  It  was  found  the  Intention  had  not  been  carried 
into  effort.  The  shipments  consisted  of  21  carloads,  on  all  ex- 
cept one  of  which  the  Shipping  Board  adjusted  the  charges  so 
imp  establishment  did  not  bear  the  burden  of  the  failure 
to  make  the  tariffs  say  what  was  intended. 


AUTOMOBILE   GEAR    FRAMES 

Examiner  J.  Edgar  Smith  has  recommended  dismissal  of 
the  romplalnt  In  No.  13129.  Chevrolet  Motor  Company  of  Cali- 
fornia VK.  IHrccforC.-neral,  as  agent,  Chicago.  Kork  Inland  ft 
Pacific  Railway  Company,  et  al.  The  complaint  alleged  that  the 
thlrrl  class  rate  charged  on  shipments  of  automobile  gear  frames 
from  I)etrolt.  Mich.,  to  Melrose,  Oakland.  Cal..  which  moved 
during  the  early  part  of  the  year  1918,  wa«  not  applicable  and 
was  unjust  and  unreasonable  and  otherwise  In  violation  of  law. 
I'lalnant  asked  the  Commission  to  order  the  carriers  to 
establish  and  maintain  in  their  tariffs  an  Item  to  rover  auto- 
mobile gear  frames,  with  attachments,  carload  minimum  weight 
34.000  pounds,  at  ratings  not  to  exceed  class  A  or  such  rating 
as  the  Commission  might  decide  Just  and  reasonable.  The  exam- 


iner said  the  third  class  rate  was  properly  applicable  under  the 
tariffs  then  in  effect,  subject  to  the  special  commodity  rating 
at  a  high  minimum,  and  that  rate  was  not  unreasonable.  He 
said  no  justification  was  shown  for  the  application  of  a  rating  as 
low  as  class  A,  Western  Classification. 


SWITCHING  AT  EMERYVILLE,  CAL. 
An  award  of  reparation  and  an  authorization  for  waiver  of 
undercharges  has  been  recommended  by  Examiner  ('has.  R.  Seal 
in  No.  12968,  Judson  Manufacturing  Company  vs.  Director-Gen- 
eral, as  agent,  Southern  Pacific  Company,  on  a  finding  that  ap- 
plicable charges  for  switching  carloads  of  steel  ingots  and  scrap 
metal  between  points  in  complainant's  plant  at  Emeryville,  Cal.. 
during  federal  control,  were  unreasonable.  The  examiner  said  the 
Commission  should  find  that  the  rates  applicable  to  the  move- 
ments In  question  were  unreasonable  to  the  extent  that  they 
exceeded  $4.50  per  car. 


RATE  ON   SILICATE  OF  SODA 

Examiner  Howard  C.  Faul  has  recommended  an  award  of 
reparation  in  No.  12252,  American  Fibre  Package  Company  Di- 
vision, American  Box  Board  Company  vs.  Director-General,  as 
agent,  Chicago  ft  North  Western,  et  al.,  on  a  finding  that  a  rate 
of  15  cents  on  silicate  of  soda  in  tank-car  loads,  from  Carroll- 
vllle,  Wls.,  to  Grand  Rapids,  Mich.,  was  unreasonable  to  the 
extent  that  It  exceeded  14  cents. 


RATES  ON  TANNING  EXTRACTS 

An  award  of  reparation  has  been  recommended  by  Assistant 
Chief  Examiner  Ulysses  Butler  In  No.  12883.  Marion  Extract  Co., 
Inc..  et  al..  vs.  Director-General,  as  agent,  and  Marion  &  Rye 
Valley,  on  a  finding  that  rates  charged  on  carload  shipments  of 
tanning  extracts  moving  during  the  period  June  18,  1919.  to 
August  21,  1919.  from  Teas  and  Damascus,  Va.,  to  Norfolk,  Va.. 
for  export,  were  unreasonable  to  the  extent  that  they  exceeded 
23.5  cents. 


RATES   ON    COTTON 

Examiner  H.  W.  Archer  has  recommended  an  award  of  rep- 
aration In  No.  12229.  H.  Kempner  vs.  Director-General,  as  agent, 
the  Galveston.  Harrlsburg  ft  San  Antonio  Railway  Co.  et  al. 
on  a  proposed  finding  that  rates  on  cotton,  compressed  In  transit, 
from  Blythevllle.  Ark.,  and  on  uncompressed  cotton  from  Gurdon, 
Ark.,  to  Galveston,  Tex.,  during  federal  control,  were  unreason- 
able to  the  extent  that  they  exceeded  80  and  85  cents  per  100  Ibs., 
respectively. 


RATES  ON  BLACKSTRAP 

Dismissal  of  the  complaint  has  been  recommended  by  Ex- 
aminer John  A.  McQuillan  In  No.  13094,  Grain  Belt  Mills  Co.  vs. 
Santa  Fe  et  al..  on  a  proposed  finding  that  rates  on  blackstrap 
molasses  from  southern  Louisiana  points  to  South  St.  Joseph, 
Mo.,  during  the  period  from  August  26,  1920,  to  June  9,  1921. 
not  unreasonable  or  otherwise  unlawful.  Charges  were 
collected  at  the  applicable  joint  commodity  rate  of  40.5  cents.  On 
June  10.  1921.  subsequent  to  the  period  of  movement,  a  so-called 
emergency  rate  of  30  cents  was  established  on  the  traffic  from 
the  territory  In  question  to  St.  Joseph.  This  rate  has  been  ex- 
tended from  time  to  time,  the  last  extension  being  to  June 

1922.  The  complainant  sought  reparation  to  the  basis  of  the 
30-cent  rate. 


RATES  ON  IMPORTED  POTATO  STARCH 
An  award  of  reparation  has  been  recommended  by  Exam- 
iner F.  C.  Hlllyer  In  a  tentative  report  on  No.  11767,  Thomas  W. 
Simmons  ft  Company  vs.  Director-General,  as  agent  on  ship- 
ments of  Imported  potato  starch  from  Seattle,  Wash.,  to  Chi- 
cago, 111.,  based  upon  rates  found  unreasonable  In  Nagase  &  Co. 
vs.  Director-General.  62  I.  C.  C.  422.  In  the  case  referred  to,  the 
Commission  found  the  rates  unreasonable  to  the  extent  that  they 
exceeded  $1.25  per  100  pounds,  minimum  50,000  pounds.  The 
tentative  report  was  made  on  a  further  bearing  to  determine 
whether  Thomas  W.  Simmons  &  Company  ultimately  paid  and 
bore  the  freight  charges  on  3  shipments  upon  which  the  com- 
pany sought  reparation. 


RATES  ON  COAL  AND  COKE 

Dismissal  of  the  complaint  in  No.  13383,  National  Retail  Coal 
Merchants'  Association  vs.  B.  ft  O.  et  al.,  has  been  recom- 
mended by  Examiner  H.  J.  Wagner  on  a  finding  that  rules,  regu- 
lations and  practices  covering  the  transportation  of  hard  and 
soft  coal  and  coke  and  rates  applicable  thereto  have  not  been 
shown  to  be  unreasonable  or  otherwise  unlawful.  The  exam- 
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Iner  said  no  evidence  was  presented  to  show  that  any  rate,  rule, 
regulation  or  practice  was  unreasonable  or  unlawful. 

RATES   ON    MINE   TIES 

Examiner  J.  F.  Eshelman,  in  No.  13363,  Henderson  Lumber 
Company  vs.  Director-General,  as  agent,  has  recommended  an 
award  of  reparation  on  a  finding  that  an  applicable  joint  sixth 
class  rate  of  15  cents  on  mine  ties  from  Port  Matilda  to  River 
Valley,  Pa.,  during  federal  control,  was  unreasonable  to  the 
extent  that  it  exceeded  a  rate  of  12.8  cents. 

RATE   ON   GUM   COPAL 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  H.  Howell  in  a  re- 
port on  No.  13207,  A.  Klipstein  &  Co.  vs.  Director-General, 
Southern  Pacific  et  al.  He  said  the  Commission  should  hold 
unreasonable  a  rate  of  $2.815  on  Imported  gum  copal  from  San 
Francisco  to  New  York  to  the  extent  it  exceeded  a  subsequently 
established  rate  of  $1.565.  The  shipments  involved  in  this  case 
moved  in  the  five  days  between  June  25  and  30,  1918.  The 
lower  import  rate  became  operative  July  1,  1918.  On  May  1, 
1919,  the  rate  was  reduced  to  $1,  or  10  cents  above  what  it  was 
when  General  Order  No.  28  canceled  practically  all  import  and 
export  rates.  Reparation  is  to  be  to  the  basis  of  $1.565. 

SHIPMENT   OF   DRIED    BEANS 

Dismissal  of  the  complaint  In  No.  13114,  E.  W.  Arthur  vs. 
Director-General,  as  agent,  has  been  recommended  by  Examiner 
Myron  Witters  on  a  proposed  finding  that  a  shipment  of  one 
carload  of  dried  beans  from  a  public  team  track  in  Omaha,  Neb., 
to  Hurts  Siding,  South*  Omaha,  Neb.,  was  not  misrouted,  that  a 
rate  of  14.5  cents  per  100  Ibs.  on  which  the  charges  were  based 
was  not  applicable,  but  that  the  applicable  rate  of  16  cents  was 
not  unreasonable  or  otherwise  unlawful. 


RATES  ON   BUILDING   BLOCKS 

Examiner  John  H.  Howell,  in  a  tentative  report  in  No.  13187, 
the  Standard  Brick  Co.  vs.  Georgia,  Florida  &  Alabama  et  al., 
embracing  also  No.  13187,  Sub.  No.  1,  Oconee  Brick  &  Tile  Co. 
vs.  Central  of  Georgia  et  al.,  has  recommended  dismissal  of  the 
complaints  on  a  finding  that  the  maintenance  of  lower  rates  on 
hollow  building  blocks,  interlocking  (Denison),  than  on  other 
kinds  of  interlocking  hollow  building  blocks  from  Georgia  points 
to  Jacksonville,  Fla.,  Is  unduly  preferential  and  prejudicial,  but 
that  no  damage  has  been  shown.  The  examiner  said  that  in  view 
of  the  Commission's  decision  in  National  Paving  Brick  Mfrs. 
Assn.  vs.  A.  &  V.  Ry.  Co.,  68  I.  C.  C.  213,  the  undue  prejudice 
and  preference  found  will  be  removed.  The  order  in  the  case 
referred  to  Is  effective  July  12. 


OVERCHARGES  ON  COKE 

In  a  report  on  No.  13165,  Tuffli  Brothers'  Pig  Iron  &  Coke 
Co.  vs.  Director-General,  as  agent,  Examiner  Myron  Witters  said 
the  Commission  should  hold  that  specified  shipments  of  coke, 
from  Benham,  Ky.,  to  Abilene,  Kan.,  in  the  latter  half  of  1919, 
were  overcharged  to  the  extent  the  combination  exceeded  $7.20 
on  all  except  one  shipment,  for  the  reasons  set  forth  in  the  Sligo 
Iron  Store  case.  He  said  the  combination  rate  of  $8.20,  which 
was  applied  to  one  shipment,  was  not  unreasonable.  That  one 
shipment  moved  after  December  15,  1919.  On  that  day  the  Rock 
Island,  the  tariff  of  which  contained  the  rule  for  applying  only 
one  increase,  cancelled  that  rule  and  the  $8.20  combination  be- 
came lawful,  the  examiner  said. 


REPARATION   ON   ASHES 

Advising  the  Commission  that  the  facts  in  this  case  were 
•similar  to  the  ones  with  which  it  dealt  in  64  I.  C.  C.  149,  Ex- 
aminer John  H.  Howell  has  recommended  a  holding  of  unreason- 
ableness and  an  award  of  reparation  In  No.  13442,  LePrestre 
Miller  Stock  Farms,  Inc..  vs.  Director-General,  as  agent.  The 
traffic  Involved  was  six  carloads  of  ashes  from  Paterson,  N.  J.,  to 
Goshen,  N.  Y.,  shipped  over  the  Erie,  a  distance  of  43  miles,  in 
January  and  March,  1918.  A  rate  of  $1.10  was  imposed.  In  the 
case  before  mentioned,  brought  by  the  same  company,  the  Com- 
mission held  the  rate  unreasonable  to  the  extent  it  exceeded  79 
cents,  to  which  basis  Howell  thinks  reparation  should  be  made  in 
this  case. 


RATES  ON  BINDER  TWINE 

The  move  on  the  part  of  the  New  England  and  Trunk  Line 
carriers  to  reduce  the  rates  on  binder  twine  Into  western  terri- 
tory assumed  what  might  be  called  a  temporary  state  of  sus- 
jifnrted  animation.  May  25,  when  N.  W.  Hawkes,  chairman  of 
the  New  England  Freight  Association,  wired  Examiner  T.  John 
Butler,  before  whom  hearing  on  I.  and  S.  1543  had  been  set 
for  that  day  at  Chicago,  asking  a  postponement  and  stating  that 
no  representative  of  the  eastern  carriers  would  be  present. 

I.  and  S.  1543,  entitled,  "Binder  Twine  from  Trunk  Line 
Territory  to  Western  Destinations,"  involved  the  suspension  of 


five  of  Hawkes'  schedules  and  an  equal  number  of  W.  S.  Cur- 
lett's  naming  rates  on  binder  twine,  from  North  Plymouth, 
Mass.,  New  York  and  Auburn,  N.  Y.,  Beverly  and  Jersey  City, 
N  J.,  Brldesburg,  Easton,  Philadelphia  and  Reading,  Pa.,  and 
Wilmington,  Del.,  to  Chicago,  East  Saint  Louis,  Milwaukee,  Min- 
neapolis, Saint  Louis  and  Duluth,  lower  than  the  present  rates  by 
approximately  the  amount  of  increase  added  to  the  eastern  binder 
twine  rates  in  Ex  Parte  74. 

In  explanation  of  the  eastern  carriers'  failure  to  appear  at 
the  hearing,  a  telegram  addressed  to  C.  T.  Bradford,  traffic 
manager  of  the  International  Harvester  Company,  by  the  Com- 
mission, was  read  into  the  record  at  the  one-sided  hearing.  In 
this  telegram  the  Commission  said  the  eastern  carriers  had 
agreed  to  cancel  the  suspended  tariffs  and  to  substitute  there- 
fore tariffs  which  reduced  the  rates  between  the  points  men- 
tioned by  half  the  amount  originally  proposed. 

The  examiner  explained  that  postponement  of  the  hearing 
was  beyond  his  power,  and  he  called  for  statements  from  the 
protesting  paries.  The  Chicago,  Peoria  and  Indianapolis  twine 
interests  said  the  reductions  would  be  welcome  if  similar  ones 
were  made  on  their  product  and  on  import  sisal.  If  that  was  not 
done,  they  said,  the  halving  of  the  amount  of  the  cut  as  pro- 
posed by  the  eastern  carriers  would  merely  make  the  situation 
less  acute  but  would  by  no  means  cure  it.  Even  were  all  sisal 
and  twine  rates  to  be  cut,  they  said,  the  reductions  ought  in 
fairness  be  made  effective  next  season  since  the  western  makers 
had  tneir  supply  of  sisal  already  on  hand  and  had  paid  the 
present  basis  or  rates  on  it. 

The  suspension  of  the  New  England  and  Trunk  Line  tariffs 
was  partly  due  to  protests  by  western  carriers.  Among  the 
Protestants  were  the  Illinois  Central,  C.  B.  &  Q.,  C.  &  N.  W., 
C.  St.  P.  M.  &  O.,  C.  M.  &  St.  P.,  C.  &  A.,  C.  R.  I.  &  P.,  and 
C.  G.  W.  A.  P.  Hamburg,  attorney  for  the  Illinois  Central,  ap- 
pearing for  the  western  railroad  protestants,  made  what  was 
probably  the  first  citation  of  the  Commission's  decision  in  No. 
13293,  Reduced  Rates,  1922.  He  said  that  the  Commission  in 
that  case  had  said  that  10  per  cent  would  be  a  reasonable  cut 
to  make  in  all  rates  on  July  1,  and  that  any  cut  beyond  that 
would  be  preferential. 

Until  the  Commission  says  something  about  accepting  the 
eastern  carriers'  new  proposal  or  about  keeping  the  record  open 
and  giving  eastern  representatives  a  chance  to  justify  the  origi- 
nal proposal,  the  twine  rate  situation  will  remain  as  at  present. 

As  an  example  of  the  way  the  situation  rests,  the  rate  from 
North  Plymouth  to  Milwaukee  and-Chicago,  all-rail,  is  52.5  cents. 
As  originally  proposed,  the  all-rail  rate  was  37.5  cents  and  the 
rail-and-lake  rate  34  cents.  Under  the  revised  proposal  they 
would  be  44  and  41  cents  respectively. 

CONSOLIDATION   HEARING 

The   Traffic   World   Washington  Bureau 

Hearings  on  the  consolidation  of  railroads,  docket  No.  12964, 
in  so  far  as  southeastern  lines  are  concerned,  will  be  resumed 
in  Washington  June  15.  When  the  first  hearing  was  held  the 
Commission  found  it  could  make  no  progress  because  the  repre- 
sentatives for  the  southeastern  railroads  protested  they  could 
not  know,  from  the  Commission's  questions,  exactly  the  kind  of 
data  desired,  and  that,  therefore,  they  were  not  prepared  to 
answer  questions  about  their  traffic,  the  direction  of  its  flow, 
and  the  probable  effect  of  the  consolidations  proposed  in  the 
tentative  plan  submitted  by  the  Commission  for  their  considera- 
tion. 

Commissioner  Hall  who  presided  at  the  hearing  seemed  as- 
tonished that  the  spokesman  for  the  railroads  had  come  there 
without  being  prepared  to  give  practically  every  fact  tending 
to  show  that  certain  lines  should  be  consolidated  and  that  it 
would  be  ruinous  to  put  such  and  such  a  line  into  a  certain 
system  and  exclude  some  other. 

Adjournment  was  taken  without  definite  date,  but  with  the 
understanding  that  an  effort  should  be  made  to  resume  hear- 
ings about  May  20.  Commissioner  Hall,  for  two  weeks  prior 
to  May  29,  as  the  chairman  of  the  division  that  heard  the  testi- 
mony in  the  general  rate  inquiry,  was  busy  with  the  long-pend- 
ing report  in  that  case  so  the  inability  of  the  southeastern 
carriers  did  not  seriously  disarrange  the  tentative  plan  made 
when  the  first  hearing  adjourned,  could  not  be  carried  out. 


SECTION    209    NOT    APPLICABLE 

The  Commission  has  decided  that  the  provisions  of  the 
section  209  of  the  transportation  act  are  not  applicable  to  the 
Birmingham  Terminal  Co.,  Chattanooga  Station  Co.,  Columbia 
Union  Station  Co.,  Gulf  Terminal  Co.,  Meridian  Terminal  Co., 
North  Charleston  Terminal  Co.,  Savannah  Union  Station  Co., 
St.  Johns  River  Terminal  Co.,  and  the  Woodstock  &  Blockton. 
It  held  that  the  provisions  of  the  section  would  be  fully  applied 
to  the  operating  tenant  lines. 

The  Commission  has  dismissed  the  applications  of  the  Cen- 
tral Union  Depot  &  Railway  Co.  of  Cincinnati,  and  of  the  Troy 
Union  Railroad  Co.  of  Troy,  N.  Y.,  for  benefits  under  the  guaranty 
on  the  ground  that  they  are  not  carriers  within  the  meaning  of 
section  209  of  the  transportation  act. 
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THE  PRESIDENT  AND  THE  DECISION 

Tkt  Traffic   World   ll'ashinyton  Bureau 

Following  closely  on  the  President's  dinner  to  the  railway 
executives  at  the  White  House  and  the  first  conference  be- 
tween the  Commission  and  the  committee  representing  the 
executives  who  were  guests  at  the  White  House,  issuance  by 
the  Commission  of  its  decision  in  the  general  rate  investiga- 
tion case  on  the  morning  of  May  24 — eight  days  after  it  had 
been  decided,  according  to  the  statement  in  the  opinion — made 
what  is  believed  to  be  the  climax  of  the  general  situation  cre- 
ated by  the  President  Inviting  the  rail  executives  to  the  White 
House  to  consider  voluntary  rate  reductions  on  basic  commodi- 
ties. 

The  issuance  of  the  decision,  which  is  printed  elsewhere, 
bordered  on  the  dramatic  in  several  way*.  The  fact  that  it 
called  for  an  average  percentage  redaction  of  approximately  10 
per  cent  on  all  freight  traffic  Instead  of  reductions  on  a  selected 
list  of  basic  commodities  was  surprising  to  many  who  had 
appeared  to  be  confident  for  weeks  that  the  Commission  would 
not  find  its  way  to  a  general  cut  in  rates.  Another  feature 
of  the  situation  was  that  the  decision  came  closely  on  the 
heels  of  official  announcement  at  the  White  House  that  little 
hope  was  held  by  President  Harding  that  the  carriers  would 
be  able  to  work  out  voluntary  reductions  on  basic  commodities 
as  requested  by  him  and  Mr.  Hoover.  The  decision  is  along 
lines  exactly  opposite  to  what  Mr.  Harding  and  Mr.  Hoover 
believed  should  be  done  as  an  important  step  toward  the  res- 
toration of  normalcy.  They  wanted  reductions  on  a  selected 
list  of  basic  commodities. 

Comment  followed  the  discovery  in  the  opinion  that  it  was 
decided  May  IS—  four  days  before  the  President's  dinner.  This 
bore  oat  predictions  that  a  decision  had  been  reached  prior  to 
the  dinner.  It  was  asserted  in  Commission  quartern,  however, 
that,  while  the  final  decision  was  reached  May  1«.  every  minute 
thereafter  until  early  this  week  was  taken  up  In  getting  the 
decision  ready  for  the  printer. 

Although  any  member  of  the  Commission  would  deny  that 
the  President's  dinner  bore  any  relation  to  the  rate  decision 
and  Its  time  of  promulgation  and  the  President  Is  understood 
to  have  asserted  that  the  case  had  nothing  to  do  with  the 
White  House  dinner,  some  of  those  who  recalled  that  a  number 
of  trips  were  made  between  the  Commission  and  the  White 
House  last  week  were  Just  a  bit  Inrined  to  surmise  that  Presi- 
dent Harding  at  least  had  an  Inkling  of  what  was  passing 
through  the  mind  of  the  Commission. 

Speculating  on  the  assumption  that  the  President  did  have 
some  knowledge  of  what  the  Commission  had  decided  or  might 
deride,  it  might  appear  that  he  went  ahead  anyway  with  his 
program  for  appealing  to  the  rail  executive*  to  make  a  volun- 
tary reduction  In  rates  on  basic  commodities.  If  It  was  a 
settled  thing  that  the  majority  of  the  Commission  had  voted 
finally  for  a  in  per  rent  horizontal  reduction  on  all  traffic,  and 
the  President  knew  that,  perhaps  he  wa«  playing  his  last  card 
to  get  what  he  believed  to  be  best  for  the  country. 

It  Is  regarded  as  doubtful  whether  the  Com  mission's  deci- 
sion would  have  been  promulgated  as  It  was  and  when  It  was 
had  the  executives  Indicated  they  could  "come  through"  on 
voluntary  reductions  on  basic  commodities,  it  Is  believed,  on 
the  best  of  Information,  that  the  expectation  of  the  President 
would  have  been  at  least  that  the  voluntary  cuts  would  be 
accepted  by  the  Commission  In  lieu  of  any  reductions  that  It 
might  have  had  In  mind  The  view  was  expressed  this  week 
by  an  authoritative  spokesman  for  the  administration  that 
surely  the  Commission  would  welcome  voluntary  action  by  the 
carriers. 

The  thought  Is  advanced  that,  perhapn.  when  the  President 
sent  out  his  Invitations  to  the  executives,  he  then  had  Informa- 
tion that  led  him  to  believe  that  reductions  on  basic  commodities 
rould  not  be  obtained  through  the  Commission  and  that,  tl 
f<Tf.  !:••  decided  to  take  the  matter  In  hand  and  try  to  get 
voluntary  reductions  as  desired. 

But  when  it  became  apparent  that  the  railway  executives 
would  not  accede  to  the  request  for  substantial  voluntary  re- 
ductions on  basic  commodities— and  that  it  was  known  in  cer- 
tain quarters  Just  how  the  Commission  stood  or  Just  how  it  had 
decided  the  rate  case  on  May  1ft— It  is  within  the  range  of 
possibilities  that  It  was  decided  that  under  the  circumstances 
It  was  beat  for  the  Commission  to  "shoot." 

guess  that  the  decision  might  come  out  before  the  second 
conference  between  the  Commission  and  the  committee  of  execu- 
tives on  the  afternoon  of  May  26.  was  mad*  Just  after  the  first 
conference  between  the  executives  and  the  Commission  on  the 
morning  of  May  22. 

Nothing  could  be  learned  from  any  of  the  executives  or  the 
Commission  as  to  what  took  place  at  that  first  conference,  except 
that  they  agreed  to  say  nothing  that  might  find  IU  way  Into 
public  print  besides  the  "official  statement"  issued  by  Mr.  Wil- 
lard.  Nor  was  any  explanation  forthcoming  as  to  why  the  "con- 
ferees" separated  lor  about  twenty  minutes  and  then  Joined  ench 
other  again.  Maybe  nothing  was  said  about  the  decision  In  the 


general  rate  investigation— probably  not.  But  evidently  it  was 
decided  that,  for  the  best  of  reasons,  the  conference  should  not 
be  reconvened  until  Thursday  afternoon.  In  the  meantime,  ac- 
cording to  the  best  information  obtainable,  the  decision  was 
being  turned  out  of  the  mechanical  mill,  and  the  Commission, 
no  doubt,  knew  that  it  would  be  ready  for  issuance  to  the  public 
at  some  hour  before  1  p.  m.,  on  the  afternoon  of  May  25.  May- 
be the  railroad  executives  told  the  Commission  there  was  abso- 
lutely nothing  doing  on  voluntary  rate  reductions  on  basic  com- 
modities— and  the  majority  of  the  Commission  may  have 
chuckled  up  its  sleeve  because  it  felt  the  same  way.  And  then 
maybe  it  was  decided  that  the  proper  thing  to  do  was  to  settle 
matters  by  having  the  decision  promulgated  before  the  second 
conference.  The  executives,  it  is  pointed  out,  could  accept  the 
10  per  cent  cut  under  protest  and  thus  reinforce  their  position 
that  voluntary  rate  reductions  on  basic  commodities  were  not  to 
be  thought  of.  The  President,  having  concluded  that  there  was 
little  chance  for  the  carriers  to  make  voluntary  cuts,  might  then 
regard  the  entire  matter  as  a  closed  incident  for  the  time  being. 

There  were  what  might  be  termed  three  schools  of  thought 
in  the  Commission  on  the  method  of  rate  reductions.  It  is  known 
that  it  decided  some  time  ago  that  reductions  in  rates  should 
be  made.  One  of  the  schools  favored  horizontal  reductions  on 
both  passenger  and  freight  rates;  one  favored  horizontal  reduc- 
tions only  on  freight  traffic — and  It  won  out — and  one  favored 
picking  out  basic  commodities.  It  is  understood  that,  while  at 
one  time  the  last  named  group  prosecuted  Its  case  with  vigor 
and  believed  it  had  some  chances  for  victory,  as  a  matter  of  fact 
it  was  never  able  to  pull  over  a  majority  as  to  its  way  of  think- 
ing. How  strong  the  basic-commodity  faction  was  at  one  time 
may  be  indicated  by  the  fact  that  a  great  many  firmly  believed 
there  would  be  reductions  only  on  a  selected  list  of  basic  com- 
modities. Perhaps  too  much  speculation  was  based  on  the  as- 
sumption that  the  views  of  President  Harding  and  Secretary 
Hoover  might  be  reflected  In  the  final  determination. 

The  Commission  has  based  its  decision  that  the  carriers  can 
stand  a  general  cut  of  10  per  cent  on  the  belief,  formulated  as 
the  result  of  Its  Investigation,  that  the  future  holds  "Increased 
revenues,  lowered  costs,  and  higher  net  income  for  the  carriers." 
That  states  the  case  in  a  nutshell.  It  came  out  strongly  against 
the  view  of  the  carriers  that  it  must  be  guided  solely  "by  those 
things  which  are  definite  and  certain  in  the  past." 

"Our  function,"  it  said,  "under  the  law  is  not  that  of  mere 
computers  and  cannot  thus  be  atrophied." 

Commissioner  Potter,  in  his  concurring  opinion,  was  frank 
to  state  that  maybe — if  the  Commission  saw  too  rosy  an  outlook 
ahead — existing  rates  would  have  to  be  restored  to  the  "extent 
which  then  seems  necessary." 

Howard  Klliott.  chairman  of  the  Northern  Pacific,  issued 
the  following  statement  relative  to  the  rate  decision: 

In  response  to  various  Inquiries  about  the  derision  of  the  In- 
terstate Commerce  Commission,  relative  to  freight  rates:  The  de- 
cision cover*  some  70  page*  and  an  Intelligent  discussion  and  ap- 
pralml  of  Its  effect  will  take  some  time.  I  cnnnot,  therefore,  ex- 
press any  opinion  ns  to  the  •  \i.  nt  of  flip  shrinkage  In  gross  earn-, 
ings  for  any  one  railroad  or  for  any  group  of  railroad*.  Obviously. 
however.  Hi.  re  will  t>e  a  substantial  shrinkage.  Inasmuch  as  many 
railroad*  have  not  so  far  this  year  earned  their  fixed  charge*  and 
only  a  llmiti-.l  numlx-r  hnve  earned  a  contribution  to  the  dividend 
fund.  It  would  seem  as  If  the  railroad*  would  have  to  curtail  expendl- 

.  to  meet  the  r.  .In.  Him  In  rates,  unleis  the  Labor  Bonrd  will  give 
relief  on  wage*  to  an  amount  fully  equal  to  the  reduction  In  rates. 

The  President's  Dinner 

As  the  result  of  the  dinner  given  by  President  Harding  at 
the  White  House  last  Saturday  night  to  railroad  executives,  the 
latter  agreed  to  appoint  a  committee  to  consider  the  problem 
of  what  voluntary  reductions  In  rates  could  be  made.  The  fol- 
lowing statement  was  given  out  by  the  President's  secretary: 

The  President  Invited  the  railroad  presidents  and  board  chairmen 
to  dine  with  him  and  confer  concerning  further  relief  In  railway  serv- 
ice along  particular  lines  similar  to  the  voluntary  reductions  made 
some  month*  ago.  more  particularly  relief  mi  MU-II  lui.Hlc  commodities 
a*  may  !»•  found  necessary  to  speed  up  Industrial  and  commercial 
rr*tor>. 

Naturally  the  whole  railway  problem  wa*  discussed  and  there  was 
the  presentation  of  the  difficulties  of  railway  management  under  ex- 
isting conditions.  The  railroad  presidents  voiced  a  unanimous  desire 
to  mnke  the  fullest  possible  contribution  to  restored  and  maintained 
prosperity. 

Of  course,  the  various  aspect*  of  the  transportation  problem  were 
discussed,  particularly  the  necessary  preparation  In  new  and  repaired 
equipment  to  amply  serve  the  country  when  the  normal  away  of  com- 
merce Is  restoi. 

The  president  ma.lo  It  Hear  to  his  guests  that  he  was  undertaking 
none  of  the  duties  of  rate  making  or  recommending,  but  that    }>••  felt 
much  could  be  accomplished  In  n   conference  and   that   helpful   results, 
must  attend  the  co-operation  of  the  railway  head*  with  a  government 
tiody  charged  with  the  duty  of  regulating  rate*. 

After  a  thorough  discussion  the  presidents  voted  to  have  a  com- 
mittee named  from  their  memlHTshlp  to  take  up  the  problem  and  rec- 
ommend what  action  should  be  taken. 

The  official  guest  list  as  announced  at  the  White  House  was 
as  follows: 

The   PreKldi  nl ;   The  Secretary  of  Commerce;  H.    K.   Byrnm,    Pres.. 

igo.  Milwaukee  *  8t.  Paul   Uv ..  rhlcuKo.   m.;   |:  ,||,|,   Budd,  1'resl- 

il.nt.    lire.-it    Northern    Hallway.    St.    Paul.    Minn.;    Kdward    Chambers. 

Vlce-Pr**ldent.  Alchlsnn,  Topek«  *  Snnta  Ke  Hy.,  rtilc.u:,.    Ill  :  ('has. 

Donnelly.    President.    Northern   Pacific   Ry..    St.    Paul.   Minn.;    Howard 
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Elliott.  Chairman.  Northern  Pac.  Ry.  Co..  New  York  City;  S.  M.  Felton. 
rrt-ftldcnt.  Chicago  Great  Western  Road.  Chicago,  III.;  William  H. 
Klnley.  President.  Chicago  &  Nurthwrstern  Ry..  Chicago.  III.;  Carl 
K.  Gray,  President,  Union  Pacific  System.  Omaha.  Neb.;  Fairfax 
Harrison.  President.  Southern  Ky.  Lines.  Washington,  D.  C.;  Hale 
Holden.  President.  Chicago,  Burlington  &  Qulncy  R.  R.  Co..  Chicago, 
III.;  J.  Kruttschnitt.  Chairman.  Southern  Pacific  Lines,  New  York 
City;  Edward  E.  Loomls,  President,  Uehigh  Valley  Railroad,  New 
York  City;  Robert  S.  Lovett,  Chairman,  Union  Pacific  System.  New 
York  City:  Charles  H.  Markham.  President.  Illinois  Central  R.  R.  Co., 
Chicago,  111.;  Samuel  Rae,  President,  Pennsylvania  Railroad,  Phila- 
dephla  Pa.;  A.  H.  Smith,  President,  New  York  Central  Lines,  New 
York  City;  W.  B.  Storey,  President,  Atchlson,  Topeka  &  Santa  Fe 
Ry..  Chicago.  111.;  F.  D.  Underwood,  President,  Erie  Railroad,  New 
York  City;  Daniel  Wlllard,  President,  Baltimore  &  Ohio  R.  R.,  Balti- 
more, Md. 

Railway  executives  held  a  meeting  in  Washington  Sunday 
to  discuss  the  President's  demand  for  lower  rates.  No  state- 
ment was  issued,  but  many  of  them  expressed  the  opinion  that 
the  demand  was  not  justified. 

Chairman  McChord  conferred  with  President  Harding  Satur- 
day. 

The  railroad  executives  declined  to  discuss  the  matter  in 
any  way,  taking  the  stand  that  any  information  or  enlightenment 
must  come  from  the  White  House.  They  refused  also  to  dis- 
cuss their  Sunday  meeting  at  the  offices  of  the  Association  of 
Railway  Executives. 

The  statement  at  the  White  House  and  the  refusal  of  the 
executives  to  throw  any  light  on  the  matter  left  the  situation 
with  regard  to  the  general  rate  inquiry  in  a  doubtful  state. 
What  bearing  the  dinner  party  would  have  on  the  rate  case  was 
not  known.  The  Question  was  put  to  several  of  the  executives 
Sunday,  but  they  declined  to  answer,  saying  that  President  Hard- 
ing or  Secretary  Christian  would  have  to  answer.  An  appeal 
for  an  Interpretation  of  the  White  House  statement  made  to 
several  of  the  executives  was  met  with  the  reply  that  the  inquirer 
could  interpret  it  just  as  well  as  they  could. 

Chairman  McJChord's  call  at  the  White  House  on  the  after- 
noon of  May  20  was  -his  third  known  visit  to  the  White  House 
in  the  week. 

There  was  no  indication  as  to  how  much  of  a  reduction  in 
rates  on  basic  commodities  the  President  thought  should  be 
made  nor  could  it  be  ascertained  whether  the  general  rate  case 
had  been  discussed  in  connection  with  the  President's  sugges- 
tion. 

Rail    Heads  See  Commission 

The  mystery  surrounding  the  results  of  the  President's  din- 
ner with  the  railway  executives  last  Saturday  night  deepened 
May  22  after  a  committee  appointed  by  the  executives  had  con- 
ferred several  hours  with  all  the  members  of  the  Commission, 
with  the  exception  of  Commissioners  Eastman  and  Campbell, 
who  were  out  of  the  city.  When  the  conference  broke  up,  Chair- 
man McChord  declined  to  make  any  statement,  saying  Daniel 
Willard  would  issue  a  statement.  In  a  few  minutes  the  follow- 
ing statement  was  issued  by  Mr.  Willard: 

The  committee  of  railroad  presidents,  consisting:  of  Mr.  Daniel 
Willard,  president  of  the  Baltimore  &  Ohio,  Mr.  Fairfax  Harrison, 
president  of  the  Southern  Railway,  Mr.  Hale  Holden,  president  of  the 
Burlington,  Mr.  H.  E.  Byram,  president  of  the  Chicago,  Milwaukee  & 
St.  Paul,  Mr.  Charles  Donnelly,  president  of  the  Northern  Pacific,  Mr. 
William  H.  Flnley,  president  of  the  Chicago  &  Northwestern  Ry.  Co., 
Mr.  Edward  Chambers,  vice  president  of  the  Santa  Fe,  met  the  Inter- 
state Commerce  Commission  in  conference  this  morning  by  appoint- 
ment for  the  purpose  of  discussing  the  railroad  situation.  The  discus- 
sion continued  for  about  two  hours.  The  conference  then  adjourned 
to  meet  again  at  one  o'clock  p.  m.  Thursday,  the  25th  instant,  for  the 
purpose  of  then  giving  the  subject  further  consideration.  The  ap- 
pointment of  the  above-named  committee  followed  the  dinner  given  at 
the  White  House  last  Saturday  evening. 

Mr.  Willard  was  asked  If  there  would  be  a  decision  in  the 
general  rate  investigation. 

"All  I  know  is  in  that  statement,"  he  replied. 

After  the  conference  had  been  on  for  some  time,  the  com- 
missioners adjourned  for  a  conference  by  themselves  in  the 
office  of  Commissioner  Aitchison.  That  lasted  about  fifteen  or 
twenty  minutes.  Then  they  filed  back  into  the  conference  room 
where  the  committee  of  executives  sat.  A  short  time  later 
Commissioner  Aitchison  and  Mr.  Willard  went  into  the  com- 
missioner's office,  presumably  to  enable  Mr.  Willard  to  dictate 
the  statement  which  was  given  out  shortly  thereafter. 

The  railway  executives  at  their  meeting  Sunday  kept  it 
quiet  that  they  had  arranged  a  conference  with  the  Commission 
on  Monday,  nor  did  they  inform  inquirers  that  they  had  ap- 
pointed a  committee  to  represent  them  In  conference  with  the 
Commission. 

Although  the  executives  persistently  refused  -to  talk  for 
publication  with  regard  to  the  situation  precipitated  by  the 
President's  dinner,  it  was  understood  their  general  attitude  with 
regard  to  rate  reductions  had  not  changed  and  that  while  they 
might  Inquire  thoroughly  Into  the  possibilities  of  complying  with 
the  President's  wishes,  they  might  not  find  it  possible  to  do  so 
unless  operating  costs,  the  principal  item  of  which  is  wages, 
were  cut.  There  is  little  doubt  but  that  the  wage  question  was 
placed  squarely  before  the  President  by  the  executives. 

The  fact  that  the  conference  of  the  Commission  and  the 


executives  was  to  be  resumed  on  May  25  led  some  to  believe 
that  in  the  meantime  the  Commission  would  make  public  Its 
decision  in  the  general  rate  case. 

It  was  not  clear  just  how  the  railway  executives,  even  if 
disposed  to  comply  with  the  President's  wishes,  could  go  for- 
ward without  knowing  beforehand  what  decision  the  Commis- 
sion had  made  in  the  general  rate  case.  It  is  generally  assumed 
that  the  President  called  in  the  executives  because  he  was  con- 
vinced that  the  Commission's  decision  would  not  go  as  far  with 
regard  to  reductions  on  basic  commodities  as  he  believes  neces- 
sary to  stimulate  business.  That  is  an  assumption— there  is 
no  authoritative  statement  to  back  it  up. 

There  was  speculation  as  to  what  would  happen  If  the  Com- 
mission's decision  were  announced  while  the  executives  were 
considering  the  President's  plea.  One  reason  advanced  as  to  why 
the  President  may  have  preferred  that  the  decision  be  deferred 
until  after  the  dinner  was  that  he  wished  to  talk  with  the  execu- 
tives before  the  Commission  had  acted  so  that  he  would  not  be 
in  a  position  of  practically  overruling  the  Commission's  decision. 
However,  there  also  was  nothing  authoritative  as  to  whether  or 
not  the  President  desired  the  decision  to  be  put  off  until  after 
the  dinner  or  as  to  what  his  reasons  might  be  for  indicating 
&uch  a  course  would  be  agreeable  to  him. 

The  President,  in  asking 'for  reductions  in  rates  on  basic 
commodities,  reflected  the  views  of  Secretary  Hoover.  The  part 
of  the  White  House  statement  referring  to  the  fact  that  "neces- 
sary preparations  in  providing  new  or  repaired  equipment,"  were 
discussed,  called  to  mind  the  testimony  of  Secretary  Hoover  be- 
fore the  Commission  In  the  general  rate  Investigation  wherein 
he  said: 

In  these  circumstances  it  seems  to  me  vital  that  the  railways,  as 
our  greatest  industry,  should  propose  a  courageous  program  of  broad- 
visioned  betterments,  and  if  necessary,  the  government  should  consider 
giving  the  use  of  its  superior  credit.  It  would  not  cost  the  taxpayer 
a  cent  to  give  the  government  guarantee  to  equipment  trusts  upon 
the  responsibility  of  the  railways,  the  proceeds  devoted  entirely  to  im- 
provement and  equipment. 

Whether  or  not  this  proposition  was  submitted  by  the  Presi- 
dent to  the  executives  at  the  dinner  is  not  known,  but  the  fact 
that  equipment  was  referred  to  in  the  official  statement  Indicates 
that  the  means  of  financing  repairs  and  the  purchase  of  new 
rolling  stock  must  have  been  discussed. 

Harding   Not  Hopeful 

It  was  learned  officially  at  the  White  House  May  23  that 
President  Harding  was  not  enthusiastic  nor  optimistic  as  to 
the  results  that  might  flow  from  the  dinner  he  gave  to  the  rail- 
way executives  May  20.  As  a  matter  of  fact,  it  may  be  stated 
that,  as  a  result  of  the  railway  executives  telling  the  President 
just  what  they  were  "up  against"  in  attempting  rate  reductions, 
the  President  was  doubtful  whether  the  executives  could  do 
anything  along  the  lines  suggested  at  the  dinner. 

The  White  House  view  on  May  23  appeared  to  be  that  there 
was  little  chance  of  the  railroads  making  voluntary  reductions 
in  rates  and  that  whatever  reductions  were  made  would  have 
to  be  the  result  of  action  by  the  Commission. 

As  far  as  could  be  learned,  it  is  understood  that  the  Presi- 
dent's action  in  calling  in  the  executives  and  asking  them  to  con- 
sider making  voluntary  reductions  was  based  on  a  desire  to  get 
quick  action.  His  view  seemed  to  be  that  what  he  desired  the 
railroads  to  do  could  not  be  accomplished  quickly  by  the  Com- 
mission. 

It  was  said  that  the  President  had  been  anxious  to  obtain 
further  relief  on  rates  on  basic  commodities  such  as  coal,  lum- 
ber, building  materials,  etc.  But  It  was  pointed  out  that  the 
President  realized  that  the  railroads  were  facing  a  difficult  situa- 
tion in  considering  rate  reductions.  The  President,  it  was  said, 
had  been  informed  that  to  get  relief  quickly  through  reductions 
in  rates  on  basic  commodities  the  railroads  had  to  take  voluntary 
action  and  put  in  the  reductions  with  one  sweep — and  that  if 
reductions  in  rates  on  basic  commodities  were  to  he  had  through 
the  Commission,  that  body  would  have  to  hold  extended  hear- 
ings. It  was  not  clear  as  to  whether  the  President  held  the 
view  that  these  questions  could  not  be  disposed  of  by  the  Com- 
mission in  the  pending  rate  investigation. 

It  was  pointed  out  to  the  President  at  the  dinner  that  the 
coal  carrying  roads  would  be  hard  hit  by  a  heavy  cut  in  rates 
on  coal,  and  it  is  understood  the  President  recognizes  the  pre- 
dicament of  such  roads. 

The  outcome  of  the  dinner  and  conference  with  the  execu- 
tives did  not  leave  the  President  as  enthusiastic  as  he  was  after 
the  dinner  with  the  steel  heads  at  which  he  asked  them  to  abolish 
the  twelve-hour  day. 

It  was  said  that  the  executives  had  presented  their  troubles 
with  great  earnestness  at  the  dinner  and  that  the  President  rec- 
ognized that  they  had  their  troubles. 

The  President,  It  was  said,  was  informed  as  to  the  earnings 
of  some  of  the  eastern  roads  in  .the  first  quarter  of  this  year  and 
that  these  earnings  were  much  greater  than  they  had  been  for 
some  years,  but  that  the  contrary  was  true  with  regard  to  many 
western  roads.  It  was  also  pointed  out  that  the  high  earnings  of 
the  eastern  roads  were  due  in  part  to  the  heavy  coal  traffic  just 
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before  the  coal  strike  began  April  1,  and  that  since  March  the 
earnings  probably  will  not  show  up  so  well. 

The  President,  It  was  said,  found  a  little  amusement  in  see- 
ing how  the  railway  presidents  had  prepared  themselves  for  the 
dinner.  Some  thought  one  subject  was  to  be  discussed  and  others 
were  prepared  to  discuss  other  phases  of  the  railroad  situation. 

The  railway  executives  Impressed  the  President  that  they 
were  willing  to  do  everything  they  could  but  it  may  be  said  that 
the  President,  after  thinking  over  what  the  dinner  developed, 
had  considerable  doubt  as  to  the  railroads  being  able  to  do  any- 
thing voluntarily  in  the  way  of  substantial  rate  cuts.  It  is  under- 
stood that  the  President  held  the  view  that  if  the  railroads  de- 
cided against  voluntary  cuts,  then  the  whole  matter  would  be 
with  the  I.  C.  C. 

The  Administration,  it  was  said,  believed  relief  should  be 
had  by  reductions  in  rates  on  basic  commodities  rather  than 
on  any  other  class  of  traffic. 

Rumors  that  the  railway  brotherhood  leaders  would  next  be 
summoned  to  the  White  House  were  officially  denied.  It  was 
said  that  the  President  did  not  contemplate  such  action.  The 
wage  question  was  discussed  at  length  at  the  dinner,  the  execu- 
tive* taking  the  stand  that  a  wage  reduction  was  essential  If 
rates  were  to  come  down  substantially. 

It  was  said  that  the  President  did  not  think  there  was  any 
connection  between  the  dinner  and  the  pending  rate  case.  It 
was  said  to  be  his  view  that  if  the  railway  executives  agreed  to 
reduce  rates  voluntarily  the  Commission  probably  would  wel- 
come that  kind  of  cooperation. 

President  Harding  believed,  it  was  said,  that  there  should 
be  many  changes  In  the  interstate  commerce  act  —  one  being  for 
the  removal  of  the  Railroad  Labor  Board  to  Washington.  He 
thinks  the  body  which  makes  wages  and  the  body  which  makes 
rates  should  have  contact  Whether  or  not  that  view  would  be 
popular  with  Congress,  the  President  was  said  not  to  know. 

I.  C.  C.  and  Rail  Heads  Confer 

At  the  conclusion  of  the  conference  the  afternoon  of  May 
26  between  the  Commission  and  the  committee  representing 
the  nineteen  railway  executives  who  attended  President  Hard- 
ing's  dinner,  the  following  statement  was  Issued  on  behalf  of 
the  committee  by  Daniel  Wlllard: 

The  committee  of  railroad  president*  met  the  member*  of  the 
Interstate  Commerce  Commission  today,  pursuant  to  appointment 
made  at  the  conference  on  hut  Monday,  and  further  dlscusilon  of 
the  qnaatlom  under  ronaideratlon  continued. 
and  effect  of  the  recent  dact 
,..,..  •......-. 

At  the  conclusion  of  the  meeting  the  railroad  executives  stated 
that  the  subject  would  be  reported  to  their  associates  In  the  several 
portions  of  the  country,  at  meetings  to  be  held  early  next  week  for 
further  consideration,  but  that  before  leaving  Washington  It  was  the 
purpose  to  call  upon  the  President  so  as  to  express  their  appreciation 
of  his  Interest  In  the  general  subject. 

The  conference  began  at  1  p.  m.  and  appeared  to  be  break- 
Ing  up  around  4  p.  m.  The  members  of  the  Commission  left 
the  conference  room  about  that  time,  but  the  executives  did  not 
get  away  until  about  5  p.  m.,  when  they  went  to  the  White 
House.  They  chatted  with  the  President  not  longer  than  fifteen 
minutes.  As  they  left  they  said  It  was  only  a  "party  call." 
In  addition  to  the  members  of  the  committee.  Howard  Elliot 
joined  In  the  conference  and  called  at  the  White  House. 

Several  of  the  executives  were  questioned  as  to  the  con- 
ference with  the  Commission,  bat  they  asserted  that  all  they 
had  to  say  was  in  the  Wlllard  statement.  Chairman  McChord 
declined  to  make  any  statement,  saying  the  Commission  bad 
nothing  to  say  and  Indicating  that  the  next  move  was  up  to 
the  executives. 

In  the  absence  of  anything  more  definite  than  the  Wlllard 
statement,  there  was  speculation  that  the  rail  executives  and 
the  Commission  had  had  a  pretty  rough  dlncusslon  of  the  rate 
decision  and  of  the  question  of  reducing  rates  on  basic  com- 
modities. although  it  was  believed  that.  In  view  of  the  attitude 
of  the  carriers  as  to  reductions  and  the  fact  that  President 
Harding,  on  May  23.  bad  let  It  be  known  that  he  had  practically 
given  up  hopo  of  the  executives  acceding  to  his  suggestion,  the 
ba*lc  commodity  plan  must  be  regarded  as  practically  rejected 
by  the  carriers.  It  was  conceded  that  the  committee  of  seven 
In  all  probability  bad  no  authority  to  «rx>ak  for  thp  carriers 
as  a  whole  with  regard  to  acceptance  of  the  rate  decision  and 
that,  therefore,  the  conferences  of  the  roads  for  next  week  had 
been  decided  on. 

Those  conferences.  It  Is  believed,  will  be  directed  primarily 
to  formulating  an  answer  to  the  Commission's  question  as  to 
whether  the  findings  In  the  rate  case  will  be  carried  Into  effect 
without  formal  order.  The  general  Impression  here  IK  that,  not- 
withstanding criticism  of  the  findings  by  some  railroad  execu- 
tives. the  carriers.  In  the  end,  will  announce  acceptance  of  them. 
It  may  be  a  case.  It  Is  pointed  out,  of  "might  have  been  worse." 

Secretary  Hoover's  Comments 

• 

The  executive*  evinced  Interest  In  comment  made  to  news- 
paper men  by  Secretary  Hoover  while  the  conference  was  In 
progress.  The  Secretary  said  he  was  In  accord  with  the  views 


expressed  by  Chairman  McChord  and  Commissioner  Lewis,  who 
stood  for  basic  commodity  cuts,  because  he  believed  such  cuts 
would  do  more  good  than  those  of  the  kind  set  out  by  the  Com- 
mission. He  eaid  a  ten  per  cent  reduction  on  silk  would  not  do 
much  good,  and  that,  so  far  as  luxuries  and  the  higher  classes 
of  articles  were  concerned,  it  would  have  been  much  better 
to  have  kept  the  present  rates  in  effect  and  let  the  carriers 
spend  the  additional  revenue  on  repairing  freight  cars.  He 
said  if  the  Commission  could  not  reduce  rates  with  some  rela- 
tion to  the  readjusted  values  of  commodities  and  at  the  same 
time  with  relation  to  the  earning  power  of  the  roads,  such  a 
condition  emphasized  the  necessity  for  an  entire  readjustment 
of  rates  for  the  benefit  of  commerce  as  well  as  of  the  railroads. 
But  he  said  the  Commission  was  faced  with  many  difficulties 
In  arriving  at  a  decision,  because  of  the  complexities  of  the 
situation,  the  varying  interests  of  the  railroads  on  different 
commodities,  as  well  as  the  varying  financial  condition  of  the 
roads.  Asked  as  to  what  he  thought  the  roads  would  do  with 
regard  to  the  rate  decision,  he  said  some  roads  might  ask 
relief  of  a  nature  to  enable  them  to  keep  up  rates  on  some 
articles  and  lower  rates  on  basic  commodities. 

View  of  Secretary  Mellon 

Secretary  Mellon  was  said  to  have  expressed  the  opinion 
that  the  railroad  situation  would  be  markedly  improved  by 
less  regulation  of  rates  and  that  a  five-year  rate  holiday  should 
be  declared,  during  which  time  the  railroads  would  be  allowed 
practically  a  free  hand  in  rate-making.  It  was  said  that  Mr. 
Mellon  entertained  the  view  that  the  country  had  cheaper  and 
better  transportation  service  when  the  railroads  were  not  sub- 
jected to  such  strict  regulation.  He  was  said  to  believe  that 
if  the  railroads  were  not  subject  to  regulation  of  rates  they 
would  be  able  to  cope  with  changing  conditions  better  than 
they  were  now. 

The  suggestion  that  there  be  a  five-year  rate  holiday  was 
called  to  the  attention  of  Mr.  Hoover,  who,  while  declining  to 
comment,  indicted  a  belief  that  the  American  public  would  not 
approve  such  a  plan. 


EFFECT  OF  REDUCTIONS 

Tkt  Tragic   World   Washington  Bureau 

The  estimate  that  the  effect  of  the  reductions  contemplated 
In  the  decision  of  the  Commission  In  the  general  rate  Inves- 
tigation would  approximate  $225,000,000  was  a  rough  estimate 
obtained  from  Commission  sources. 

It  Is  conceded  that  any  figure  set  ur  would  be  pretty  much 
of  a  guess,  because  It  would  have  to  be  based  on  past  experi- 
ence. Immediately  after  the  decision  was  made  public  railroad 
statisticians  began  to  figure  the  effect  in  dollars  and  cents 
and  while  they  came  to  no  definite  conclusions  in  the  period 
Immediately  following  announcement  of  the  decision  they  fig- 
ured roughly  that  the  cut  meant  about  $240,000,000  in  dollars 
and  cents. 

This  figure  of  $240,000,000  was  arrived  at  by  the  following 
reasoning  and  deductions:  Gross  freight  revenues  in  1921  were 
approximately  $3,198,000,000.  But  that  amount  does  not  rep- 
resent what  the  revenues  would  have  been  In  1921  if  the  in- 
creases under  Ex  Parte  74  had  been  In  full  effect  throughout 
1921.  It  Is  estimated  that  bad  there  been  no  cuts  in  rates  what- 
ever below  those  prescribed  in  Ex  Parte  74  the  gross  freight 
revenue  would  have  been  approximately  $4,000,000,000. 

Rate  reductions  since  August  26,  1920,  down  to  and  includ- 
ing the  proposed  cut  of  what  Is  said  to  be  10  per  cent,  will 
average  more  than  10  per  cent.  It  Is  pointed  out,  the  exact 
percentage  not  being  known  at  this  time. 

Assume  that  the  total  reduction,  Including  the  cut  now 
prescribed.  Is  11  per  cent  since  August  26.  1920.  and  that  if  the 
frfl  fltrreanes  were  In  effect  throughout  1921.  the  gross  freight 
revenues  would  have  been  $4,000,000.000.  A  straight  11  per 
cent  cut  would  mean  $440,000,000.  Taking  $200,000,000  as  the 
effect  of  the  reductions  since  August  26,  1920,  and  up  to  the 
present.  $240.000.000  Is  left  an  the  net  effect  of  the  Commis- 
sion's decision  In  the  general  rate  case.  That  $240,000,000, 
based  on  the  assumption  that  the  gross  freight  revenues  would 
nave  been  $4.000.000,000  in  1921,  represents  a  cut  of  6  per  cent. 

Some  estimates  made  unofficially  gave  the  effect  of  the  cut 
recommended  by  the  Commission  as  $400,000,000.  This  was  ar- 
rived at  by  simply  taking  10  per  cent  of  the  gross  freight  rev- 
enues of  1921,  the  round  number  of  $4,000,000,000  being  taken  as 
the  base.  Such  a  deduction,  however.  It  is  pointed  out,  is  based 
on  the  assumption  that  the  Commission  ordered  a  straight  10 
per  cent  cut  and  does  not  take  in  consideration  that  It  is  really 
not  a  straight  10  per  cent  cut  because,  as  stated  by  Commissioner 
Potter  in  his  concurring  opinion,  certain  reductions  heretofore 
made  are  to  be  treated  as  part  of  the  10  per  cent  reduction. 

If  the  traffic  front  July  on  proves  greater  than  In  1921 — and 
the  Commission  bases  Its  decision  on  the  assumption  in  part  that 
there  will  be  a  10  per  cent  Increase  in  traffic — the  railroads  will 
lose  more  than  the  estimated  $225.000,000  or  $240,000.000. 

Doubt  was  expressed  in  railroad  circles  as  to  an  Increase  of 
10  per  cent  In  traffic  being  achieved  after  July,  1922.  In  that 
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connection  the  testimony  of  Daniel  Willard,  president  of  the  B. 
£  O.,  before  the  Commission  in  the  general  rate  case,  January 
11,  1922,  is  interesting.  It  was  as  follows: 

I  would  like  to  hesitate  there  to  say  there  Is  one  phase  of  that 
problem  Hint  Is  not  a  Hllle  Interesting  In  my  mind:  People  fre- 
inifnilv  \II-KC  that  If  we  would  only  reduce  our  rates,  the  stimulation 
uf  tratllr  would  bring  enough  more  dollars  lo  make  the  reducllon 
profllable.  In  that  connection,  II  Is  well  lo  bear  this  In  mind:  hardly 
Is  a  reduction  of  rates  urged  of  less  than  10  per  cent.  I  can- 
not recall  at  the  time  hearing  anyone  suggest  lhat  anything  less  than 
a  10  per  <i-ni  reduction  would  stimulate  the  traffic,  but  a  10  per  cent 
reduction  of  the  freight  rates  on  the  railroads  would  necessitate  an 
additional  volume  of  20  per  cent  of  business  to  get  back  where  we 
were  with  the  same  net  before  you  reduced  the  rate,  assuming  the 
roads  were  operating  on  an  80  per  cent  basis,  which  we  are  not  quite 
doing  today,  and  assuming  you  could  handle  the  new  business  at  one- 
half  the  average  cost. 

I  repeat,  a  10  per  cent  reduction  in  rates  necessitates  a  20  per 
cenl  Increase  In  business  on  the  basis  of  operation  I  have  mentioned, 
Just  to  get  back  where  you  were,  and  of  course  you  are  wearing  out 
your  property  all  the  more  by  the  greater  amount  of  business  and 
with  no  additional  net  until  you  handle  20  per  cent  more. 

In  addition  to  its  belief  that  traffic  would  increase  10  per 
cent,  the  Commission  sees  further  reduced  operating  expenses  in 
the  ensuing  year. 

Taking  the  decision  as  a  whole,  however,  It  seems  fair  to 
say  that  it  is  based  largely  on  optimism  as  to  the  future.  It 
is  pointed  out  that  if  the  future  turns  out  differently  than  ex- 
pected, two  things  may  be  faced  by  the  Commission.  It  may  be 
called  upon  to  Increase  rates  or  the  cry  may  go  up  that  it  was 
niggardly  in,  granting  only  a  10  per  cent  cut  and  that  if  it  had 
granted  a  larger  increase  there  would  have  resulted  a  heavy 
increase  in  traffic,  the  latter  being  based  on  the  theory  that 
freight  rates  are  one  of  (Sie  most  important  factors  in  prevent- 
ing a  return  to  normalcy. 

It  has  developed  that  the  group  in  the  Commission — consist- 
ing of  Chairman  McChord  and  Commissioners  Lewis  and  Cox, 
— which  favore'd  reductions  on  a  selected  list  of  basic  com  modi- 
ties,  really  never  was  able  to  agree  on  a  list  of  "basic  com- 
modities." One  commodity  would  be  considered  and  then  an- 
other— one  commissioner  wanting  one  commodity  and  another 
commissioner  another  commodity.  The  majority  of-  the  Com 
mission  was  convinced  that  it  was  an  exceedingly  difficult  task 
to  pick  out  a  list  of  basic  commodities  on  which  to  make  re- 
ductions, and  while  while  it  was  within  the  range  of  possibilities 
to  make  up  such  a  list,  the  aftermath  of  such  a  decision  would 
have  been  disconcerting  because  of  the  many  and  varied  in- 
terests in  the  United  States. 

April  earnings  of  the  carriers,  according  to  a  sprinkling  of 
reports  received  up  to  the  time  this  was  written,  showed  marked 
decreases  as  compared  with  April,  1921,  and  some  of  the  reports 
came  from  big  western  roads  which  are  not  affecterd  by  the  coal 
strike.  The  net  of  the  Class  1  roads  in  April,  1921,  was  2.12 
per  cent 

Tariff  publishing  agents  of  the  carriers  were  scheduled  to 
arrive  in  Washington  May  26,  on  orders  of  the  roads,  to  work 
out  a  plan  under  which  the  decision  of  the  Commission  could 
be  complied  with  if  the  carriers  decide  to  accept  it  unchanged. 
There  was  a  possibility  that  the  carriers  might  ask  for  additional 
time  beyond  July  1  to  make  the  rates  effective. 

It  is  understood  that  one  of  the  reasons  the  commission 
issued  no  order  was  that  it  would  have  been  difficult,  because 
of  the  manner  in  which  the  cut  is  to  be  applied,  and  that  several 
attempts  to  draw  an  order  were  made. 

It  is  believed  that  the  committee  of  executives  informed 
President  Harding  of  the  results  of  their  conferences  with  the 
Commission.  It  was  said  there  was  a  difference  of  opinion  among 
them  on  the  question  of  the  method  of  reductions.  The  best  ob- 
tainable information  is  that  they  probably  did  not  announce  to 
the  President  a  flat  rejection  of  the  suggestion  that  there  be 
basic  commodity  cuts  but  told  him  that  Question  would  be  con- 
sidered also  at  the  conferences  next  week.  It  Is  pointed  out, 
however,  that  the  carriers  face  the  same  difficulties,  if  inclined 
to  make  reductions,  in  getting  up  a  list  of  commodities,  as  the 
commissioners  faced,  and  that  an  agreement  among  them  would 
be  virtually  impossible.  Therefore,  it  is  believed  that  the  out- 
come of  the  situation  will  be  acceptance  of  the  rate  decision  sub- 
stantially as  it  is. 

It  has  developed  that  Commissioners  Aitchison  and  Campbell 
at  one  time  favored  cuts  on  basic  commodities  and  that  there 
were  five  commissioners  who  actually  voted  for  such  cuts — Mc- 
Chord, Lewis,  Cox,  Aitchison,  and  Campbell.  While  it  had  been 
believed  that  Commissioner  Potter  also  had  lined  up  with  the 
basic  commodity  group,  it  is  understood  that  when  it  came  down 
to  the  actual  voting  he  did  not  join  the  basic  commodity,  group. 


MARKHAM    ISSUES   STATEMENT 

President  Markham  of  the  Illinois  Central  issued  the  follow- 
ing statement  in  regard  to  the  decision  in  the  general  rate 
inquiry: 

Increased  movement  of  basic  commodities,  particularly  building 
and  other  construction  malcrlals,  which  began  to  take  definite  form 
about  sixty  days  ago,  proves  that  increase  in  freight  rates  was  not 
controlling  factor  In  causing  business  depression,  and  while  I  feei 
it  would  have  been  betler  for  Ihe  country  If  reductions  had  not  been 


mnde  until  continued  Increased  earnings  had  put  the  railroads  in 
funds  sufficient  to  permit  of  bringing  the  transportation  plant  to  a 
higher  state  of  efficiency,  I  hcli.  v.  lh.it  business  is  once  more  on  the 
road  to  normalcy  and  that,  so  far  as  the  Illinois  Central  is  concerned, 
the  loss  resulting  from  decrease  ordered  by  the  Commission  will  be 
offset  by  Ihe  earnings  from  increased  movemenl  of  traffic  and  op- 
portunity for  further  reductions  in  expenses  which  will  follow  de- 
cision of  the  Labor  Board  in  dealing  with  the  wage  questions  now 
before  it. 

ATTITUDE  OF  STATE  COMMISSIONS 

(Hy   a   staff   correspondent  at   Atlanta,   Ga.) 

State  commissions  are  expected  to  follow  the  example  of 
the  Interstate  Commerce  Commission,  regardless  of  the  views 
they  may  have  of  the  quality  of  the  latter's  determination 
that  class  rates  must  come  down.  That  expectation  is  espe- 
cially applicable  to  the  state  commissioners  of  the  southeast. 
Alabama,  Tennessee,  North  Carolina  and  Florida  commission 
representatives  were  in  Atlanta,  sitting  in  the  hearing,  with 
Commissioner  Eastman,  in  the  southeastern  class  rate  inves- 
tigation, when  the  Washington  announcement  of  the  decision 
in  the  general  rate  inquiry  was  made.  Commissioner  Perry  of 
Georgia,  president  of  the  association  of  southeastern  commis- 
sioners, had  to  leave  Atlanta  for  a  few  hours  the  day  of  the 
announcement,  so  his  views  as  to  what  should  be  done  could 
not  be  had  by  his  colleagues  on  that  day.  They  were  looking 
to  him,  however,  to  make  some  kind  of  arrangement  for  getting 
the  commissioners  of  all  the  states  in  the  southeast  into  a 
conference  on  the  subject  with  a  view  to  uniform  action,  the 
thought  being  that  duplication  of  the  federal  body's  order,  as 
soon  as  possible,  would  be  the  only  practical  way  to  deal  with 
the  situation. 

The  outstanding  fact  in  the  matter  was  that  the  federal 
body  could  not  assume  to  deal  with  intrastate  rates  higher  than 
the  ones  prescribed  by  them  for  interstate  application.  The 
thirteenth  section,  under  which  state-made  rates  were  stricken 
down,  it  was  conceded,  was  a  rule  that  worked  only  one  way. 
It  could  not  be  worked  to  remove  discriminations  against  state 
commerifc  caused  by  interstate  rates. 

One  of  the  queries  raised  in  connection  with  the  Commis- 
sion's decision  was  as  to  whether  the  state  bodies  could  order 
reductions  in  state  rates  in  time  to  make  them  operative  July  1. 
Alabama,  it  was  said,  has  a  statute  similar  to  one  in  Texas,  and 
probably  other  states,  permitting  "emergency"  rates,  ordered 
without  the  hearing  which  the  federal  law  requires  the  Inter- 
state Commerce  Commission  to  hold  before  issuing  an  order. 

The  comnjissions  of  Alabama  and  Tennessee,  it  was  pointed 
out,  had  been  holding  general  rate  inquiries  on  which  orders 
of  reduction  might  be  based.  As  a  matter  of  fact,  the  com- 
missions in  those  states  were  said  to  have  been  holding  back 
their  own  reports  in  the  proceedings  they  had  instituted  so 
so  to  make  certain  they  would  not  come  into  conflict  with  the 
national  body  and,  thereby,  invite  thirteenth  section  proceed- 
ings in  the  event  they  failed  to  do  just  as  Washington  had  done. 

Georgia  and  Florida  were  the  only  states  in  the  southeast, 
so  far  as  could  be  recalled,  that  had  had  thirteenth  section 
orders  clapped  on  them  by  the  national  body.  In  Florida,  rates 
on  fuel  oil,  cotton,  and  brick,  it  was  thought,  were  prescribed  by 
the  Interstate  Commerce  Commission,  leaving  that  state  in  a 
position  to  act  on  everything  else.  In  Georgia,  according  to  mem- 
ory, cotton  and  brick  rates  were  in  existence  by  reason  of  a 
national  order. 

One  of  the  thoughts  with  regard  to  such  rates  was  that  the 
federal  body  would  modify  its  orders  as  to  the  commodities  men- 
tioned so  as  to  permit  the  states  concerned  to  bring  them  down 
to  the  level  of  the  interstate  rates — that  is,  by  reducing  the  Ex 
Parte  74  level  to  the  level  prescribed  in  the  1922  rate  investiga- 
tion for  application  on  and  after  July  1. 

Not  one  man  in  the  Atlanta  hearing  expected  a  general  re- 
duction in  class  rates.  Commissioner  Eastman,  of  course,  could 
have  had  no  expectation,  because  he  knew  what  he  and  his  col- 
leagues had  voted.  It  was  a  complete  surprise  and  caused 
great  speculation  as  to  what  had  taken  place  in  the  Washington 
conferences  in  the  two  weeks  that  intervened  between  the  first 
intimations  that  the  report  might  be  expected  at  any  minute, 
and  the  time  it  really  came  forth. 

Railroad  men  and  shippers  were  equally  surprised  by  the 
inclusion  of  class  rates  in  the  order.  Their  inclusion  was  re- 
garded as  a  concession  of  greater  value  to  New  England  ship- 
pers, probably  than  to  the  shippers  in  any  other  section,  al- 
though an  immense  quantity  of  traffic  in  the  remainder  of  Official 
Classification  territory  moves  in  class  rates,  particularly  ingots 
of  steel,  manufactures  of  iron  and  steel,  petroleum  and  its  prod- 
ucts, paper,  roofing  materials,  machinery  and  a  long  list  of 
things  taking  fourth,  fifth  and  sixth  class  rates  or  percentages 
thereof,  although  the  list  of  rates  of  the  last-mentioned  de- 
scription is  not  now  so  long  as  it  once  was. 

The  Georgia  and  Mississippi  commissions  have  not  only  held 
hearings  but  have  formulated  orders  prescribing  class  scales.  The 
Mississippi  scale,  written  by  Mr.  Moore,  rate  expert,  has  an  initial 
rate  for  five  miles  or  less  of  32  cents.  The  whole  scale,  it  is  as- 
serted, is  based  on  the  rates  prescribed  by  the  federal  commis- 
sion in  the  Corinth  grocery  case,  except  that  the  initial  rate  is 


May  27.  1922 


THE    TRAFFIC     WORLD 


1153 


3.'  instead  of  30  cents.  That  scale,  the  carriers  have  been  ordered 
to  put  Into  effect  not  later  than  July  1,  the  day  on  which  the  re- 
vised Interstate  rates  are  to  become  operative.  The  Georgia 
scale,  ordered  to  be  operative  September  1,  begins  with  30  cents 
and  IB  based,  according  to  the  testimony  of  Charles  H.  Barham, 
given  In  the  Southeastern  Class  Rate  Investigation,  on  the  90 
cent  rate  from  Henderson.  Ky.,  to  Nashville. 

Inasmuch  as  the  carriers  assert  that  the  rates  used  by  the 
two  state  commissions  cannot  be  made  to  fit  into  a  scheme  based 
on  the  Commission's  rates  of  $1.60  and  $1.45  from  the  Ohio 
River  to  Atlanta  and  to  Birmingham,  they  ask  the  Commission 
to  modify  its  orders  In  those  cases  so  as  to  eliminate  the  foun- 
dations on  which  the  two  state  bodies  have  built  their  structures. 


RAILWAY  WAGE  DECISION 

Rumors  that  the  Labor  Board  would  hand  down  a  decision 
in  the  general  wage  cases  "within  the  next  48  hours."  were  em- 
phatically denied  at  the  board  offices.  May  25.  Equally  emphatic 
were  the  denials  of  all  rumors  that  had  to  do  with  the  classes 
of  labor  to  be  affected  by  the  decision,  and  the  extent  and  direc- 
tion of  the  coming  wage  adjustment. 

The  adjudication  of  the  wage  dispute  Involves  much  detail 
work.  Inasmuch  as  an  equal  percentage  cut  in  the  wages  of  all 
classes  has  been  neither  advocated  nor  considered  by  anyone 
connected  with  the  case.  The  board  has  been  holding  two  two- 
hour  executive  sessions  daily  for  the  last  two  weeks  or  more, 
in  which  the  wage  cases  are  the  only  things  considered.  Noth- 
ing has  become  apparent  to  Indicate  that  the  board  has  divided 
Itself  on  any  of  the  major  questions  involved,  although  It  is  to 
be  expected  that  numerous  disagreements  have  been,  and  will 
have  to  be  threshed  out.  Each  class  of  employes  most,  bowevrr, 
be  considered  separately,  a  task  which  necessarily  takes  time, 
regardless  of  considerations  of  debate. 

In  denying  the  rumors  of  a  decision  within  a  day  or  two, 
refuge  was  taken  behind  the  Inability  of  anyone  to  tell  just 
how  long  It  will  be  before  the  bottom  of  the  pile  of  evidence  Is 
reached.  It  Is  known,  however,  that  the  board  members  are 
working  under  great  pressure,  and  those  close  to  the  situation 
expect  the  decision  to  come  within  two  weeks.  Borne  are  nan- 
qulne  enough  to  Insist  that  It  will  be  within  a  week. 

There  Is  this  about  the  situation  that  may  modify  all  specu- 
lations: The  wage  esses  were  beard  separately  for  each  class 
of  employes,  starting  with  the  shop  crafts.  It  Is  possible  that 
the  decisions  may  be  handed  down  In  the  same  order.  Since, 
however,  the  major  considerations  were  the  same  for  all  classes. 
a  decision  Involving  the  shop  crafts  would  probably  be  followed. 
In  quick  succession,  by  decisions  covering  the  other  divisions 
of  railroad  labor. 

No  secret  was  made  of  the  fact  that  there  Is  a  concerted 
effort  being  made  by  the  members  of  the  board  to  promulgate 
the  decision,  or  decisions,  so  that  It,  or  they,  can  be  made  ef- 

••••  July  1.  This  Idea  was  In  the  minds  of  the  board  mem- 
bers long  before  It  was  known  that  the  decision  of  the  Com- 
mission In  the  general  rate  Inquiry  would  be  effective  on  that 
date.  It  was  pointed  out  that  the  last  wage  readjustment  took 
place  on  July  1,  1922.  and  It  was  thought  proper  to  make  neces- 
sary modifications  take  effect  just  a  year  from  that  date.  If 
possible. 


A.  B.  JOHNSON  DISCUSSES  DECISION 

In  a  statement  to  members.  Alba  B.  Johnson,  president  of 
the  Railway  Business  Association,  says: 

Railway  manager*  are  Justified  la  feeling  anil  we  understand  .' 
that  the  compromise  announced  by  the  Interstate  Comni- rr.  « '11111- 
mlMlon  May  24  In  dealing  with  the  Ineome  nn'l  rule  problem*  war- 
rant* hopeful  ronMsnrn  and  a  steady  rnlaiK'-m>  '-•  -  '••' 
maintenance  and  addition*.  The  Railway  Mu*tne.<i*  Association  com- 
mit' letivltle*  urged  In  It*  report  of  May  12  that 
the  labor  and  rate  adjustments  *houd  be  timed  together  nnd  that 
(he  Commission  and  the  rallroada  »hould  be  protected  from  politi- 
cal pressure  either  for  premature  rate  reduction*  or  for  reduction* 
according  to  tome  particular  method.  In  the*e  re»pecU  whm  I*  the 
effect  of  the  decision" 

By  dating  the  reduction  In  freight  rate*  July  1.  the  date  when 
the  Labor  Board  decision  Is  generally  expected,  the  Communion 
haa  employed  perhaps  the  only  expedient  properly  available  to  It 
for  practically  *ynchronlxlng  the  rate  and  wage  adjuatment*.  We 
have  telegraphed  Chairman  McCnord  that  thl*  feature  of  th<-  rtecl- 
wlll  in*plre  railway  manager*  with  confidence  In  continued 
Improvement  of  Income,  thu*  furnishing  a  baxl*  for  further  en- 
largement of  the  railway  purrh.-me,  which  *o  largely  underlie  pres- 
ent biixlneaa  recovery,  and  urged  that  the  Commission  ihotild  In 
*ome  way  make  clear  that  the  r  •,,  g»  Into  effect  July  1 

la   In'-  •    «tnh|e    for  a        r  -iderable   period. 

ntlon    will    now    be    '  'he    Labor    Board.      Some 

•»  most  vehement  critic*,  advocate*  of  It*  abolition,  urged  that. 
like  the  Commission.  It  xhould  be  regarded  an  qOast-judlciaJ  and 
Tff\-  r.liriKh  Whether  the  Hoard  III  to  acquire  and  re- 

tain   that    character    will    depend    upon    the    degree    to    which    In    the 
r.Mbllc.  a»ta«m    It    co-ordinate*    It*    forthcoming    action    with    that    of 
•  mmisston  -t     paramount. 

lipping  off  %  per  cent  from  the  rate  nf  the  return  at  which 
Itx  regulation  will  be  aimed  the  Comml*»lon  nuike*  a  concession 
which  may  he  accepted  aa  responsive  by  thone  who  have  urged 
that  (  per  cent  wa*  too  much.  A*  a  bii*lne**  guea*  by  the  I'nm- 
mlx*lon  at  the  return  which  will  bring  the  neceMwry  new  capital 
time  mti*t  te/it  thl*  adjustment.  The  •urwtantlal  question  I*  not 
one  of  railway  valuation*  or  ratea  per  cent  upon  which  doctor* 
disagree,  but  of  the  number  of  dollar*  of  Income,  proved  by  ex- 
ptrtoocs  to  be  required  for  the  enticement  of  Investors. 


Ky  making  the  decision  horizontal  and  thus  deciding  a  con- 
troversy in  which  the  Railway  Business  Association  took  no  part, 
the  Commission  gives  its  answer  to  all  those  who.  through  political 
pressure,  have  attempted  to  obtain  reductions  on  selected  com- 
modities. Without  agreeing  or  disagreeing  with  the  Commission 
on  the  respective  merits  of  those  alternative  methods,  it  is  worth 
while  to  bear  in  mind  the  fact  that  the  victorious  horizontalists 
were  represented  by  the  National  Industrial  Traffic  League,  which 
rigidly  restricted  its  efforts  to  testimony  presented  In  an  orderly 
manner  before  the  Commission  and  deprecated  consistently  the  en- 
listment of  political  leaders  for  exertion  of  influence  either  with 
tbe  Commission  or  with  the  railroads. 

Apart  from  seekers  for  special  privileges,  there  are  economists 
who  favor  a  permanent  policy  under  which  certain  grades  of  com- 
modities would  be  carried  at  lower  rates  than  has  been  the  Ameri- 
can tradition  and  certain  other  grades  at  rates  higher  than  our 
usage.  The  horizontal  reductions  ordered  for  July  1  are  not  a  com- 
ment upon  that  proposal,  which  in  a  proper  proceeding  can  be 
placed  before  the  Commission  or  as  an  economic  question  discussed 
anywhere. 

By  Initiating  Its  own  reductions  In  its  own  way  in  the  very 
midst  of  efforts  to  Induce  voluntary  reductions  by  the  railroads  the 
Commission  has  asserted  Its  independence  and  thereby  given  tin- 
country  new  reason  for  holding  It  in  respect.  Appeal  to  the  rail- 
roads from  the  Commission's  judgment  not  only  is  repugnant  to  the 
law,  but  portends  destruction  of  the  Commission  as  a  quasi-judicial 
body  and  the  replacement  of  orderly  adjudication  by  concessions 
obtained  through  Influence.  Responsibility  for  the  maintenance  of 
rates  under  which  as  nearly  as  may  be  the  roads  by  groups  will 
earn  a  fair  return  rests,  under  tfce  statute,  not  upon  the  roads  but 
upon  the  Commission.  That  body  "shall  Initiate,  modify,  establish 
or  adjust  such  rates"  to  that  end  and  the  Jurisdiction  Is  extended 
by  the  act  to  the  veto  of  rate  reductions— "the  Commission  .  .  . 
Is  hereby  authorised  and  empowered  to  determine  and  prescribe 
.  .  .  the  maximum  or  minimum  or  the  maximum  and  minimum." 

There  Is  no  middle  ground.  Hither  the  task  of  restoring  rail- 
way credit  as  a  basis  for  railway  rehabilitation  Is  the  task  of  the 
Commission  or  It  Is  not.  If  it  i-.  then  every  attempt  to  evade 
acquiescence  in  the  judgments  of  the  Commission  Is  a  repudiation 
of  Judicial  process  and  a  proclamation  of  private  warfare  In  the 
settlement  of  dispute*. 

We  have  no  means  of  verifying  or  otherwise  current  reports 
Imputing  to  candidates  for  n ->!<•.  t  nm  an  effort  to  make  railway 
rate  reductions  a  claim  for  consideration  at  the  polls.  We  would 
prefer  to  discredit  them.  If.  however,  there  are  even  a  few  candi- 
dates who  with  their  following  have  a  confused  idea  of  what  will 
or  ought  to  win  the  approval  of  constituencies  In  connection  with 
railway  policies  we  counsel  them  to  draw  wisdom  from  this  latest 
refusal  of  the  Commission  and  the  railroads  to  surrender  their  In- 
•idence  of  judgment.  The  business  recovery  has  reached  Its 
present  Impresalve  proportions  on  the  existing  rate  level.  It  will 
utrengthen  and  broaden  as  confidence  grows  that  the  rate  level 
to  become  effective  July  1  Is  to  be  reasonably  permanent.  The  best 
advice  to  give  cai  r  office  from  now  until  November  i* 

that  they  give  the  railroads,  the  Industries,  the  farmers  and  the 
Commission  an  OBBOltatty  to  work  out  the  rehabilitation  of  the 
transportation  machine  upon  which  depend  present  prosperity  and  pre- 
paredness for  future  traffic. 


BENTON  COMMENTS  ON  REPORT 

Commenting  on  the  rate  decision  In  a  bulletin  to  state  com- 
missioners, General  Solicitor  Benton,  of  the  N.  A.  R.  U.  C.,  said: 

I  call  attention  to  the  concurring  reports  of  Chairman  McChord 
and  Commissioners  Potter.  Lewi*  and  Cox.  which  are  most  Inter- 
esting. 

I  furthermore  call  particular  attention  to  the  argument  sustain- 
ing the  reductions  n  >iulred.  and  to  the  fact  that  the  same  In  large 
measure  follows  tl  introduced  by  the  conn? 

r-  presenting  state  commission*,  and  the  argument  made  on  behalf  of 
that  committee  by  Its  chairman.  Commissioner  Putnam.  It  Is  due 
to  the  commissions  that  co-operated  In  the  representation  made  by 
that  committee  and  to  Commissioner  Putnam  and  representatives  of 
those  commissions  who  co-operated  with  him  to  say  that  their 
presentation  was  quite  clearly  a  most  Important  contributing  factor 
In  securing  the  substantial  measure  of  relief  which  this  decision  of 
the  Commission  will  bring  about. 


COAL  PRODUCTION  REPORT 

Revised  figures  for  the  week  ended  May  13  showed  that 
4,421,000  tons  of  bituminous  coal  were  produced,  according  to 
the  CrolORirnl  Survey.  Coal  loading  in  the  sevi'iitli  wi-ck  of  (In- 
JUJP  ranged  from  12.726  cars  to  13.421  cars  daily.  The  record 
Of  production  suggests  no  marked  change  In  the  number  of  men 
on  strike,  the  Survey  said.  Unbilled  cars  at  the  mines  aver- 
aged 11.925  daily  In  the  week  ended  May  13.  The  Survey  said 
the  number  of  unbilled  cars  was  steadily  declining. 

The  movement  of  bituminous  coal  through  the  Hudson  gate- 
ways appears  to  have  found  a  temporary  level  at  about  700  cars 
per  week.  In  the  week  ended  May  13,  716  cars  were  forwarded 
against  703  cars  in  the  week  preceding.  Shipments  of  anthracite 
declined  to  630  cars.  Thus  it  is  seen  that  the  movement  in  the 
sixth  week  of  tbe  strike  was  about  one-fourth  of  that  in  the 
corresponding  week  In  1921. 

With  an  Increase  In  the  coastwise  movement  to  New  Eng- 
land dumpings  over  Hampton  Roads  piers  rose  from  360,000 
tons  In  the  fifth  week  of  the  strike  to  387,000  tons  In  the  sixth 
week. 

In  spite  of  the  strike  and  the  dull  market  at  the  head  of 
the  Lakes,  dumpings  of  bituminous  coal  over  piers  at  Lake  Erie 
ports  continue  at  the  rate  of  from  2HO.OOO  to  300,000  tons  a  week. 
In  the  week  ended  May  14,  255,212  tons  of  cargo  coal  and  6,367 
tons  of  vessel  fuel  were  handled.  Much  «t  this  coal  Is  moving 
down  Lake  Erie  to  Buffalo  and  other  points. 

The  cumulative  total  from  the  opening  of  navigation  to  May 
14,  was  1.397.368  tons.  In  comparison  with  1921  and  1919  this  was 
a  decrease  of  about  60  per  cent,  but  the  record  for  this  year  is  60 
per  cent  larger  than  in  1920  when  the  season  was  late  in  start- 
Ing,  and  the  switchmen's  strike  Interfered  with  transportation. 
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BARGE  LINE  RATES  AND  ROUTES 

The   Traffic   World   Washington  Bureau 

Arguments  were  made.  May  20,  in  No.  11892  and  11893, 
United  States  War  Department,  Inland  Waterways,  Mississippi- 
Warrior  Service  vs.  Abilene  &  Southern  et  al.,  by  Luther  M.  Wal- 
ter, for  the  complainants;  Carl  Giessow,  for  the  Mississippi  Val- 
ley Association  and  the  New  Orleans  Joint  Traffic  Bureau;  W.  N. 
McGehee,  for  the  Southern  Railway;  A.  P.  Humburg,  for  the 
Illinois  Central;  William  Berger,  for  the  Louisville  &  Nashville; 
H.  S.  Hart,  for  the  Central  Freight  Association  lines;  H.  G.  Her- 
bel,  for  the  Missouri  Pacific;  and  F.  H.  Joubert  for  the  New  Or- 
leans Belt  Line.  In  one  of  the  cases  the  barge  line  asked  for  what 
It  called  a  more  equitable  basis  for  divisions  between  Itself  and 
the  rail  carriers,  and  In  the  other  it  asked  for  an  extension  of 
its  joint  arrangements  with  the  rail  lines  so  as  to  cover  prac- 
tically the  whole  of  the  United  States. 

The  discussion  was  based  on  a  proposed  report  by  Examiner 
F.  W.  McM.  Woodrow,  who  reported  in  favor  of  the  extension  of 
the  joint  rate  arrangement,  and  a  continuance,  with  modifica- 
tions, of  the  basis  for  dividing  the  joint  rates.  The  barge  line 
objected  to  a  continuance  of  the  formula  for  dividing  rates.  That 
formula,  prescribed  by  the  Director-General  during  federal  con- 
trol, is  that  from  junctions  at  which  carriers  divide  all-rail  rates, 
the  rail  connections  of  the  barge  line  Is  to  receive  as  its  divi- 
sion out  of  the  rail-and-water  rate,  what  it  would  have  received 
had  the  traffic  moved  on  an  all-rail  rate,  the  cost  of  the  transfer 
over  what  it  would  have  been  on  an  all-rail  transaction  to  be 
borne  by  the  barge  line. 

As  a  counter  proposal,  Mr.  Walter  said,  the  barge  line  pro- 
posed a  system  of  constructive  mileages  on  the  Mississippi  and 
Warrior  rivers  to  be  added  to  the  actual  rail  mileage,  and  then 
a  division  of  the  total  so  obtained,  on  the  basis  that  the  mileage 
made  by  the  barge  line. would  be  80  per  cent  of  the  average  of 
all  the  reasonably  direct  all-rail  routes.  He  said  application  of 
that  rule  would  give  the  barge  line  a  mileage  of  600  from  St. 
Louis  to  New  Orleans,  because  the  short-line  rail  mileage  be- 
tween St.  Louis  and  New  Orleans  was  699.2,  and  the  average 
746.  Eighty  per  cent  of  that  average  would  give  597  miles,  but 
under  the  rule  for  disposing  of  multiples  of  25  miles,  the  allow- 
ance to  the  barge  line  would  be  600  miles. 

The  Director-General's  formula  for  making  divisions  for  the 
barge  line,  Walter  said,  contained  no  standard  of  equity,  justice, 
or  reasonableness.  He  said  it  was  necessary  for  the  auditor  of 
the  barge  line  to  use  more  than  2,400  tariffs  and  division  sheets, 
most  of  them  out  of  print,  to  find  what  was  due  to  the  barge  line 
as  a  condition  precedent  to  Its  making  a  draft  for  the  amount 
due  it  from  its  rail  connections.  He  said  the  divisions,  in  many 
Instances,  were  the  full  local  rates  of  the  rail  connections,  and 
in  a  few  instances  the  railroads  had  exacted  from  the  barge  line, 
as  divisions,  sums  of  money  in  excess  of  the  amounts  received 
from  the  shipper  by  the  barge  line  on  joint  rail-and-water  rates. 

"That  was  not  dividing  the  rate,  was  it?"  asked  Mr.  East- 
man. Mr.  Walter  thought  it  was  not,  inasmuch  as  it  had  cost 
the  barge  line  about  $16  in  addition  to  what  It  had  received  for 
the  privilege  of  carrying  sugar  from  New  Orleans  to  Kullman, 
La, 

Another  arrangement  suggested  by  the  examiner,  to  which 
the  barge  line  objected,  was  the  payment  of  per  diem  on  cars 
held  pending  the  arrival  of  barges.  The  barge  line  objected  to 
the  imposition  of  per  diem,  Walter  said,  unless  the  railroads 
would  pay  for  the  holding  of  the  barges  when  they  failed  to  pro- 
vide cars. 

Commissioner  Potter  wanted  to  know  if  the  railroads  should 
be  asked  to  contribute  to  the  support  of  the  barge  line  if  it  could 
not  live  on  existing  rates.  He  asked  further  why,  If  the  barge 
line  needed  more  revenue,  the  rates  should  not  be  Increased.  Mr. 
Walter  said  an  Increase  of  the  rail-and-water  rate  would  kill  busi- 
ness on  the  barge  line. 

The  Commission's  hearing  room,  while  Mr.  Walter  was  talk- 
ing, looked  like  a  meeting  of  an  association  for  the  promotion  of 
river  and  harbor  projects.  Among  the  "gallery"  listening  to  Mr. 
Walter,  were  Senators  Ransdell  and  Broussard  of  Louisiana,  Cap- 
per of  Kansas,  and  Rawson  of  Iowa;  Representative  Dupre,  Wil- 
son, O'Connor,  Lazaro,  and  Martin  of  Louisiana,  Dowell  of  Iowa, 
Little,  Strong,  Hoch,  and  White  of  Kansas,  and  Newton  of  Mis- 
souri. Other  members  of  that  "gallery"  were  James  E.  Smith, 
president  of  the  Mississippi  Valley  Association,  Walter  Parker, 
executive  vice-president  of  the  Mississippi  Valley  Association,  and 
R.  H.  Faxon,  its  secretary;  Ren6  Clerc,  vice-president  of  the  New 
Orleans  Board  of  Trade,  and  John  M.  Guild,  general  secretary  of 
the  Kansas  City  Chamber  of  Commerce. 

Mr.  Giessow  attacked  Woodrow's  recommendation,  that  a 
sliding  scale  of  rates  be  made,  on  the  ground  that  the  Commis- 
sion had  not  the  power  to  prescribe  minimum  rail-  and-water 
rates. 

Mr.  Humburg  spoke  on  two  phases  of  the  subject,  namely, 
the  attitude  of  the  Illinois  Central  and  the  Yazoo  &  Mississippi 
Valley  toward  the  barge  line,  and  with  respect  to  the  operating 
questions  involved  in  switching  and  per  diem.  Mr.  Walter,  in  his 
statement,  said  the  Illinois  Central  was  friendly  toward  the 
barge  line,  apparently,  because  it  could  and  did  bring  traffic  to 


Its  rails,  while  the  attitude  of  other  railroads  was  hostile,  be- 
cause the  water  carrier  took  some  traffic  which  could  be  moved 
by  their  rails.  Mr.  Humburg  read  from  a  speech  recently  made 
by  President  Markham  of  the  Illinois  Central,  in  which  the  lat- 
ter said  that  the  barge  line  should  be  given  a  fair  trial  so  as 
to  determine  whether  water  transportation  on  the  inland  water- 
ways could  be  made  a  successful  part  of  the  national  system  of 
transportation.  Mr.  Humburg  said  he  had  never  heard  of  the 
cases  in  which  the  divisions  of  the  rail  carriers  were  greater  than 
the  whole  rate.  Mr.  McGehee  also  said  he  had  never  heard  of 
the  instance  cited  by  Mr.  Walter.  Both  said  the  railroads  would 
investigate  the  matter. 

"We  think  you  will  make  no  mistake  if  you  approve  the 
examiner's  report,"  said  Mr.  Humburg.  "We  merely  ask  that 
when  we  get  traffic  from  the  barge  line  that  we  be  paid  the  same 
divisions  we  would  receive  had  the  traffic  come  from  a  rail  con- 
nection." He  said  the  barge  line  should  pay  per  diem  and  switch- 
ing without  the  railroads  being  required  to  pay  anything  for  the 
detention  of  the  barges,  because  it  was  impossible  to  translate 
"barge  days"  into  "car  days,"  or  for  the  barge  line  to  do  any 
reciprocal  switching. 

In  behalf  of  the  Southern,  represented  by  Mr.  Walter  as 
being  among  the  hostile  rail  connections  of  the  barge  line,  Mr. 
McGehee  objected  to  the  constructive  mileage  proposal  put  for- 
ward jy  Mr.  Walter.  He  said  it  would  work  injustice  to  the 
railroads  having  short  hauls,  and  indicated  that  if  the  subject  of 
divisions  were  gone  into  in  the  way  in  which  division  questions 
should  be  treated,  it  might  appear  that  the  barge  line  was  well 
paid,  if  not  overpaid,  for  some  of  its  services. 

Mr.  Hart,  emulating  Mr.  Walter's  example,  brought  into  the 
discussion  of  the  case  something  that  had  not  been  put  into  the 
record.  He  referred  to  the  report  of  Mr.  Brent,  the  manager  of 
the  barge  line,  to  the  war  department  in  which,  speaking  of 
business  done  by  that  line  in  1921,  he  said  it  was  a  success  not- 
withstanding great  difficulties.  Mr.  Hart  suggested  that  if  it 
was  such  a  great  success  as  intimated  by  Mr.  Brent,  there  was  no 
reason  why  it  should  be  asking  for  larger  divisions. 

In  behalf  of  the  Missouri  Pacific,  Mr.  Herbel  laid  down  the 
proposition  that  if  the  barge  line  could  not  live  when  the  rail- 
roads treated  it  the  same  as  they  treated  each  other,  the  land 
lines  should  not  be  required  to  support  it.  Being  a  new  line,  he 
said,  it  should  be  required  to  go  through  the  processes  to  which 
all  new  carriers  were  subjected.  Establishing  a  new  transpor- 
tation line,  Mr.  Herbel  said,  was  an  expensive  business,  in  which 
the  promoters  could  hardly  expect  the  established  lines  to  have 
such  an  interest  they  will  contribute  of  their  revenues  to  assure 
its  success. 

This  record,  he  said,  did  not  show  what  divisions  were 
alleged  to  be  unreasonable  and  afforded  no  basis  for  any  action 
by  the  Commission,  on  that  branch  of  the  subject. 

Speaking  for  the  New  Orleans  belt  line,  owned  by  the  state 
of  Louisiana,  Mr.  Joubert  said  its  interest  was  to  have  continued 
the  switching  charges  now  in  effect.  He  said,  in  his  opinion,  the 
barge  line  should  pay  the  same  charges  for  having  cars  switched 
from  the  rail  line  to  its  docks  as  carriers  do  for  like  service,  and 
that  switching  from  an  industry  to  Its  docks  was  industrial 
switching  as  distinguished  from  interchange  switching. 


MO.  &  NOR.  ARK.  DIVISIONS 

The  Traffic  World  Washington  Bureau 

A  motion  for  a  rehearing  and  reopening  of  No.  13345,  in  the 
matter  of  divisions  of  joint  rates,  fares  and  charges  of  the  Mis- 
souri &  North  Arkansas,  has  been  filed  with  the  Commission,  by 
the  Santa  Fe,  M.  K.  &  T.,  St  L.-S.  F.  and  the  Kansas  City 
Southern. 

It  is  averred  that  the  order  of  the  Commission,  granting  the 
Missouri  &  North  Arkansas  larger  divisions,  "discloses  a  mis- 
conception and  mis-application  of  section  15  (a)  of  the  inter- 
state commerce  act,  and  is  unlawful  in  that  it  amounts  to  the 
taking  of  the  property  of  each  of  these  respondents  without 
due  process  of  law,  and  constitutes  the  taking  of  the  private 
property  of  each  of  these  respondents  for  what  Is  claimed  to  be 
a  public  use  without  just  compensation,  in  violation  of  the  fifth 
amendment  to  the  Constitution  of  the  United  States." 

Counsel  say  that,  if  the  interstate  commerce  act  must  be 
constructed  as  authorizing  orders  of  the  character  involved,  then 
the  act  is  null  and  void,  because  it  would  take  property  in  vio- 
lation of  the  fifth  amendment  to  the  Constitution. 

Complaint  also  is  made  that  only  ten  days,  instead  of  thirty, 
was  allowed  for  filing  of  briefs;  that  no  tentative  report  was 
submitted  to  the  carriers  until  the  morning  of  the  oral  argu- 
ment; that  the  Director  of  Finance  should  not  have  made  an 
extended  argument  in  behalf  of  his  findings  in  the  tentative  re- 
port because  he  should  have  stood  impartially  between  the  par- 
ties; that  the  Commission  did  not  give  sufficient  attention  to  the 
question  raised  by  Professor  Ripley,  in  his  report  to  the  Com- 
mission that  the  M.  &  N.  A.  never  should  have  been  built,  and 
that  the  subject  matter  of  the  proceeding  should  be  considered 
by  the  entire  Commission  instead  of  one  division,  one  member  of 
which  dissented. 
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Lehigh  Valley  Claremont  Terminal 


The  Claremont  terminal  of  the  Leblgh  Valley  Railroad,  the 
first  unit  of  which  probably  will  be  completed  by  September  1. 
Is  an  ocean  and  rail  terminal  on  New  York  Bay.  Over  100 
acres  of  land  under  water  have  already  been  filled  In  connec- 
tion with  this  work  and  more  than  4,000,000  cubic  yards  of 
material— about  five  and  one-half  million  tons — have  been 
dredged  for  a  distance  of  two  miles  in  the  construction  of  a 
deep  water  channel  from  250  to  300  feet  wide. 

A  modern  wharf,  3.540  feet  long,  has  been  completed.  In 
IU  construction  some  18.000  plies,  3,000,000  feet  B.  M.  of  Umber, 
400  tons  of  hardware,  22,000  cubic  yards  of  cement,  and  25,000 
tons  of  rip-rap  stone  were  used. 

The  largest  ships  afloat  can  be  berthed  at  this  wharf. 

On  the  outer  end  two  ore  unloaders,  one  of  15-ton  capacity 
and  the  other  of  5-ton  capacity,  hare  been  placed  for  the  han- 
dling of  Iron  ore  direct  from  ships  to  cars  and  necessary  yards 
for  the  handling  of  the  equipment  are  under  construction.  With 
these  facilities  a  20.000-ton  ship  can  be  unloaded  In  24  hours. 
At  this  rate,  assuming  that  It  was  all  bulk  material  and  carried 


in  large  ships,  this  equipment  could  handle 
25  per  cent  of  all  the  foreign  tonnage  in  and 
out  of  the  port  of  New  York. 

At  the  land  end  of  the  dock,  erection  will  soon  be 
begun  of  a  traveling  gantry  crane  of  30-ton  capacity, 
capable  of  handling  about  100  cars  of  heavy  rough 
freight  each  day  to  and  from  vessels  as  desired.  The 
portion  of  the  dock  served  by  the  crane  is  1,000  feet, 
carrying  tracks  with  a  capacity  of  190  cars. 

Between  the  open  dock  and  the  ore  dock  a  two- 
story  warehouse,  nearly  1,000  feet  long  and  100  feet 
wide,  capable  of  holding  ab*ut  500  cars  of  freight,  is 
soon  to  be  constructed.  The  face  of  the  dock  at  this 
point  will  be  provided  with  a  20-ton  traveling  crane  to  handle 
freight  from  the  warehouse  to  cars  to  the  vessels,  or  vice 
versa. 

The  Lehigh  Valley  has  a  total  of  623  acres  available  at  this 
point,  and  the  general  plan  for  development  provides  for  two 
other  piers  which,  when  completed,  will  give  the  terminal  a 
bulkhead  space  of  approximately  five  and  a  half  miles  with 
berthing  space  for  thirty-two  ships  of  the  size  of  the  Leviathan. 
In  the  above  picture,  the  first  unit  is  shown  in  heavier  relief. 
The  lighter  portions  represent  future  development  as  business 
warrants. 

An  open  dock  with  a  capacity  of  80  cars,  with  a  30-ton  elec- 
trically operated  gantry  crane,  capable  of  handling  the  heaviest 
shipments,  Is  directly  In  the  foreground. 

Lehigh  Valley  Freight  House  No.  1  Is  a  two  story  structure 
of  steel,  concrete  and  wire  glass,  nearly  1,000  feet  In  length,  with 
storage  capacity  of  600  cars. 

Beyond  the  warehouse  are  two  ore  unloaders  with  necessary 
space  for  the  handling  of  10,000  tons  a  day  from  vessels  to  cars. 


HOUSE    COMMITTEE    HEARINGS 

Tke   Tnft   H'trrU   Wukimglon  B*r»»» 

"If  you  are  going  to  hamstring  as  In  one  place,  you  will 
have  to  protect  us  in  another,"  Howard  Elliott,  chairman  of  tho 
Northern  Pacific,  told  the  committee  in  concluding  his  testimony 
on  the  Hoch  and  Sweet  bills.  Under  the  law  at  present,  he  said, 
the  railroads  have  no  control  over  rates  or  wages. 

Referring  to  rate  reductions  since  August  26,  1920,  Mr.  Elliott 
said  that  on  the  Northern  Pacific  alone  the  reduction  in  revenues 
In  January  last  was  $186.000  below  what  It  would  have  been  had 
the  same  level  of  rates,  as  originally  made  by  the  Commission 
In  its  general  rate  Increase,  been  In  effect  during  that  month. 

The  average  reduction  in  rates  on  bis  road.  Mr.  Klllott  said, 
was  9.4  cents  per  hundred  pounds.  While  somt  reductions  have 
been  made  in  response  to  orders  of  the  Commission.  Mr.  Elliott 
testified  that  a  majority  had  been  made  voluntarily  by  the  car- 
riers, after  conferences  with  shippers  and  state  commissions. 

"When  the  general  Increase  In  rates  was  made,"  the  witness 
said.  "It  was  realised  that  various  Inequalities  would  exist,  but 
these  Inequalities  are  receiving  attention  and  are  being  adjusted 
as  promptly  as  possible." 

The  railroads,  according  to  the  witness,  are  anxious  to  pro- 
mote business  along  their  lines,  and  It  stands  to  their  Interest  to 
do  everything  possible  to  tee  that  Inequalities  In  rates  are 


straightened  out  These  are  things,  however,  that  can  not  be 
done  all  at  one  time,  and  If  an  opportunity  is  given  things  will 
right  themselves,  he  said. 

In  response  to  a  question  by  Representative  Burroughs,  Mr. 
Klllntt  said  he  did  not  think  that  reductions  in  rates  had  stimu- 
lated traffic. 

The  net  operating  income  of  the  railroads  of  the  United 
States  amounted  to  $161,000,000  during  the  first  three  months 
this  year,  which  was  at  the  annual  rate  of  retum  of  4.51  per  cent, 
according  to  Mr.  Elliott.  This,  he  Raid,  was  an  Improvement  over 
the  corresponding  period  in  1921,  but  was  due  principally  to  the 
fact  that  the  carriers,  owing  to  depressed  business,  had  been 
forced  to  reduce  their  maintenance  expenses.  As  a  result,  he 
said,  more  than  200,000  freight  cars  were  In  need  of  repairs,  over 
and  above  the  normal  number  of  bad  order  cars,  while  approxi- 
mately 6,000  locomotives  in  excess  of  normal  were  In  bad  order. 
He  estimated  that  at  least  $76.000,000  would  be  required  to  re- 
pair both  the  cars  and  locomotives. 

Bruce  Scott  of  Chicago,  general  solicitor  of  the  Chicago, 
Burlington  &  Qulncy  Railroad,  testified  before  the  House  inter- 
state and  foreign  commerce  committee  that  enactment  of  either 
the  Sweet  or  Hoch  bills  would  prove  a  misfortune  to  interstate 
commerce.  Those  measures,  Mr.  Scott  said,  propose  a  limita- 
tion on  the  so-called  Shreveport  doctrine  and,  if  enacted  into 
law,  would  bring  about  such  an  uncertainty  In  commerce  as  to 
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hurt  and  retard  business  at  a  time  when  every  effort  Is  being 
made  to  restore  normalcy. 

"If  the  transportation  act  should  be  amended  as  proposed 
in  those  bills,"  Mr.  Scott  told  the  committee,  "a  new  series  of 
litigation  would  be  started  on  every  hand  for  the  purpose  of 
construing  the  law.  Uncertainty  as  to  the  scope  of  the  orders 
Issued  by  the  Commission  and  the  general  rate  situation  would 
result  which  would  unsettle  business  for  years  while  the  matter 
was  being  threshed  out  through  the  courts." 

Mr.  Scott  also  argued  in  favor  of  giving  the  transportation 
act  a  fair  trial,  declaring  that  much  of  the  criticism  that  has 
been  made  against  it  has  been  unjust.  Since  enactment  of  the 
law,  he  said,  conditions  have  been  abnormal,  so  that  the  act 
has  not  been  given  an  opportunity  to  prove  its  practicability. 

It  has  been  argued  that  the  states  have  been  deprived  under 
the  transportation  act,  Mr.  Scott  said,  of  power  over  intrastate 
rates.  The  carriers  have  never  argued  in  support  of  such  a 
contention,  he  said,  and  added  that  the  carriers  before  the 
United  States  Supreme  Court  contended  that  the  Commission 
had  power  over  such  rates  only  when  they  discriminated  against 
interstate  commerce  and  the  court  upheld  this  contention. 

Mr.  Scott  also  said  that  thirty-four  federal  judges  who  have 
passed  on  the  act  have  been  unanimous  in  sustaining  the  inter- 
pretation of  the  act  as  given  by  the  railroads  and  the  Interstate 
Commerce  Commission.  The  transportation  act,  he  said,  pro- 
vided for  a  comprehensive  plan  for  the  national  regulation  of 
the  railroads  designed  to  create  a  national  system  of  trans- 
portation. The  federal  Commission,  in  administering  the  law, 
recognized  the  national  character  of  the  transportation  systems 
in  Ex  Parte  74,  he  added. 

Under  the  common  law,  Mr.  Scott  said,  the  carrier  were  en- 
titled to  a  "fair  return."  He  said  it  could  not  be  contended 
that  a  return  of  six  per  cent  was  excessive.  Despite  the  fact 
that  the  transportation  act  up  to  March  1  provided  that  rates 
should  be  fixed  so  as  to  yield  the  carriers  a  six  per  cent  return 
on  the  valuation  of  their  property  used  for  transportation  pur- 
poses, Mr.  Scott  said  the  railroads  in  1921  only  earned  3%  per 
cent.  The  Commission,  in  its  decision  in  the  hay  and  grain 
rate  case,  he  said,  held  that  freight  rates  were  not  responsible 
for  the  business  depression.  Experience  has  shown,  according 
to  Mr.  Scott,  that  reductions  in  rates  have  not  stimulated  traffic 
or  buying. 

Mr.  Scott  called  attention  to  the  fact  that,  so  far  as  his 
observation  went,  no  shipper  had  appeared  before  the  committee 
in  support  of  either  bill,  but  that  support  of  the  proposed  legis- 
lation had  come  practically  entirely  from  representatives  of  the 
state  railroad  commissions. 

The  Hoch  bill,  if  passed,  would  nullify  the  Shreveport  doc- 
trine and  absolutely  prevent  the  carriers  from  getting  any  relief 
from  discriminations  caused  by  the  state  railroad  commissions 
against  interstate  commerce,  Mr.  Scott  told  the  House  com- 
mittee. 

"If  you  pass  this  bill,  you  will  take  away  from  the  carriers 
the  protection  given  them  under  the  Shreveport  doctrine  by 
which  the  Interstate  Commerce  Commission  had  authority  to 
adjust  intrastate  rates  which  discriminate  against  interstate 
commerce,"  said  he. 

He  read  from  the  testimony  of  various  representatives  of 
the  state  commissions  recently  before  the  House  committee, 
quoting  them  as  asking  for  the  amendment  of  the  transportation 
act  only  so  far  as  it  would  restore  the  Shreveport  doctrine,  but 
the  general  solicitor  for  the  Burlington  said  the  Hoch  bill  goes 
much  further  than  that. 

Representative  Hoch,  of  Kansas,  author  of  the  bill,  said  he 
had  no  intentions  of  going  to  that  extent,  but  that  his  purpose 
was  only  to  define  the  transportation  act  so  as  to  make  it  clear 
.that  the  act  was  to  be  held  within  the  limits  of  the  Shreveport 
doctrine.  Representative  Huddleston  of  Alabama,  member  of  the 
committee,  however,  interrupted  Mr.  Hoch  to  say  that  it  was 
"clearly  obvious"  that  the  Hoch  bill  did  go  beyond  the  Shreve- 
port case. 

Another  hearing  was  held  this  week  before  the  House 
judiciary  committee  on  the  Bacharach  bill,  which  relates  to  re- 
striction of  the  power  of  federal  courts  over  orders  of  state  com- 
missions. Alfred  P.  Thorn,  representing  the  Association  of  Rail- 
way Executives,  and  others,  appeared  in  opposition  to  the  bill. 
Mr.  Ettleson,  corporation  counsel  for  Chicago,  appeared  in  favor 
of  the  bill.  John  E.  Benton,  general  solicitor  of  the  National 
Association  of  Railway  and  Utilities  Commissioners,  announced 
that  he  was  in  error  when  he  stated  recently  in  a  bulletin  to 
state  commissioners  that  the  public  service  commission  of  Mis- 
souri opposed  the  bill.  The  fact  was  that  the  protest  was  sent 
by  the  Missouri  Association  of  Public  Utilities. 


of  valuation.  Of  the  securities  outstanding  $10,000,000  are  in 
capital  stock  and  $7,959,627.10  in  non-negotiable  debt  to  affiliated 
companies. 

The  property  of  the  Maryland,  Delaware  &  Virginia  Railway 
Company  was  valued  at  $2,266,312  (total  owned)  and  $2,656,312 
(total  used)  as  of  June  30,  1915.  The  total  capitalization  was 
given  as  $5,698,150,  of  which  $3,000,000  represents  capital  stock, 
$2,000,000  mortgage  bonds  and  $698,150  non-negotiable  debt  to 
affiliated  companies. 

The  final  value  of  the  property  of  the  Puget  Sound  &  Cas- 
cade Railway  Company  was  fixed  at  $427,902  as  of  June  30,  1917. 
The  Commission  said  the  company  had  issued  and  incurred  a 
total  of  $752,466.82  of  capital  obligations,  of  which  it  retired 
$355,668.41,  leaving  $396,798.41  as  its  present  capitalization,  of 
which  $350,400  represents  capital  stock  and  $46,398.41  non- 
negotiable  debt  to  affiliated  companies. 

The  property  of  the  Sharpsville  Railroad  Company  was 
valued  at  $364,194  (total  owned),  and  $389,498  (total  used),  as 
of  June  30,  1916.  The  carrier  had  capital  securities  of  $519,- 
559.74  par  value  outstanding  on  date  of  valuation,  of  which 
$350,000  represented  capital  stock  and  $169,559.74,  non-negotiable 
debt  to  affiliated  companies. 

The  property  of  the  Fort  Street  Union  Depot  Company  was 
valued  at  ?2,195,779  (total  owned)  and  $2,212,336  (total  used), 
as  of  June  30,  1915.  A  total  of  $2,342,000  in  stocks  and  bonds  was 
outstanding  on  date  of  valuation,  of  which  $1,000,000  was  capital 
stock,  $1,312,000  mortgage  bonds  and  $30,000  non-negotiable 
debt  to  affiliated  companies. 

The  property  of  the  Carolina  &  Tennessee  Southern  was 
valued  at  $377,077  as  of  June  30,  1915.  The  Commission  said 
the  carrier  had  issued  stocks  and  bonds  and  incurred  long-term 
debt  to  the  total  amount  of  $1,378,525.71,  of  which  $791,031.97 
was  outstanding  on  date  of  valuation,  of  which  $60,000  was  capi- 
tal stock,  $693,000  mortgage  bonds  and  $38,031.97  non-negotiable 
debt  to  affiliated  companies. 

One  report  was  served  on  the  properties  of  the  Virginian 
Railway  and  the  Virginian  Terminal  Railway  Company.  The 
property  of  the  Virginian  Railway  was  valued  at  $52,750,314  (to- 
tal owned),  and  $55,862,622  (total  used),  as  of  June  30,  1916.  The 
Commission  said  the  carrier  had  issued  a  total  of  $131,605.000  in 
stocks  and  bonds  and  long-term  debt,  of  which  $89,663,500  was 
outstanding  on  date  of  valuation.  Of  the  securities  outstanding 
$59,226,500  are  in  capital  stock  and  $30.437,000  in  funded  debt. 
The  property  of  the  Virginian  Terminal  Railway,  owned  but  not 
used,  was  valued  at  $2,670,000  as  of  June  30,  1916. 

The  property  of  the  Baltimore,  Chesapeake  &  Atlantic  Rail- 
way Company  was  valued  at  $3,217,309  (wholly  owned  and  used), 
and  $3,567,309  (total  used),  as  of  June  30,  1915.  The  total  capital- 
ization of  the  carrier  on  date  of  valuation  was  $4,346,000,  ot 
which  $2,500,000  was  capital  stock,  $1,410,000  funded  debt,  and 
$436,000  non-negotiable  debt  to  affiliated  companies. 

The  Commission  has  issued  a  tentative  valuation  report  on 
the  properties  of  the  Central  Vermont  and  subsidiaries  in  which 
a  final  value  of  $16,592.724  (total  owned),  and  $22,665,787  (total 
used),  is  fixed  as  of  June  30,  1917.  Capital  obligations  of  $14,257,- 
000  were  outstanding  on  date  of  valuation,  consisting  of  $3,000,- 
000  capital  stock,  $10,732,000  funded  debt,  $35,000  collateral  trust 
notes,  and  $490,000  equipment  gold  notes. 

A  final  value  of  $319,560  was  placed  on  the  property  of  the 
Magma  Arizona  Railroad  Co.  as  of  June  30,  1917.  The  road  is 
owned  by  the  Magma  Copper  Co. 

The  Commission  has  valued  the  property  of  the  Copper 
Range  Railroad  Company  as  of  June  30,  1916,  at  $4,600,180. 


SENATE  COMMITTEE  CONSIDERS  BILLS 
The  first  meeting  of  the  Senate  committee  on  interstate  com- 
merce on  the  Capper  and  Nicholson  bills,  hearings  on  which 
were  concluded  some  time  ago,  was  held  May  23.  It  is  under- 
stood the  members  discussed  the  proposed  changes  in  the  trans- 
portation act,  but  took  no  action.  They  will  meet  again  to 
consider  the  matter.  The  bills  are  similar  to  the  Hoch  and 
Sweet  bills,  on  which  hearings  are  in  progress  before  the  House 
committee  on  interstate  and  foreign  commerce. 


VALUATION  REPORTS 

The  Commission  this  week  served  a  number  of  tentative 
valuation  reports. 

The  property  of  the  Oregon  Trunk  Line  Railway  was  valued 
at  $15,049,086  as  of  June  30,  1916.  The  Commission  said  the 
carrier  had  issued  a  total  of  $56,288,740.34  in  capital  stock  and 
long-term  debts,  of  which  $17,959,627.10  was  outstanding  on  date 


COURT   SUSTAINS   COMMISSION 

The  Traffic   World   Washington  Bureau 

Though  official  confirmation  that  the  court  in  New  York  has 
sustained  the  Commission's  order  in  the  New  England  division 
case  did  not  come  as  soon  as  expected,  the  law  division  of  the 
Commission,  May  26,  had  no  doubt  of  the  accuracy  of  a  news- 
paper report  to  that  effect.  The  members  of  that  division  be- 
lieved the  report  to  be  accurate  because  it  contained,  as  a  quota- 
tion from  Judge  Manton's  opinion,  a  paraphrase  of  the  Commis- 
sion's contention,  carried  in  its  brief,  that  the  "courts  will  not 
review  the  wisdom  or  expediency  of  the  Commission's  order 
and  they  will  not  substitute  their  judgment  for  that  of  the  Com- 
mission, even  though  it  might  be  said  that  an  opposite  finding 
could  be  supported  by  evidence." 
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Chicago  to  England  Record  Broken 


The  story  of  how 
the  Chicago  Asso- 
ciation of  Com- 
merce and  Morris 
£  Co..  of  Chicago, 
succeeded  in  put- 
ting Chicago  with- 
in one  week's  dis- 
tance of  Europe 
makes  interesting 
reading  to  the  av- 
erage traffic  man. 
It  harks  back  to 
the  old  days 
when  Nellie  Ely 
and  Henry  Jacger- 
achmidt  raced 
around  the  world 
against  time,  but 
to  middle-western 
industry  It  has  a 
wider  and  more 
practical  purpose. 

Members  of  the 
Chicago  association 
believe  that  cutting 
the  shipping  tlmo 
between  Chicago 
and  England  to 
one  week.  Instead 
of  the  four-week 
minimum  hitherto 
allowed,  opens  the  way  for  wider  and  mon  voluminous  Amer- 
ican trade.  The  hope  has  been  expressed  that  the  accompllrh- 
ment  of  this  original  experiment  will  serve  as  a  guide  to  some 
transportation  Interest  that  could  profitably  inaugurate  an 
express  ocean  service  capable  of  performing  such  shipping 
regularly. 

The  arrangement*  were  In  charge  of  A.  W.  McLaren,  trafflc 
manager  for  Morris  A  Co..  and  the  shipment— 64  carloads  In  all 
—consisted  entirely  of  the  products  of  that  company.  According 
to  Mr.  McLaren,  the  chief  difficulty  encountered  was  In  persuad- 
ing the  International  Mercantile  Marine  officials  to  allow  the 
.-  hlpment  to  be  loaded  and  stowed  Into  their  new  liner.  Majestic. 
»n  the  day  of  sailing.  Not  a  little  of  the  credit  for  the  remark- 
able performance  belongs  to  the  New  York  Central,  which  ran 
the  special  freight  from  the  Union  Stock  Yards,  Chicago,  to  the 
piers  at  Weehawken.  N.  J  .  In  47  hoar*. 

Arrangements  were  made  with  J.  D.  Roth,  general  western 
manager  of  the  International  Mercantile  Marine,  owners  of  the 
Majestic,  for  cargo  space  on  her  return  trip,  which  began  May 
20  at  noon.  Having  obtained  cargo  space,  the  nest  and  most 
important  step  was  to  get  the  shipment  to  New  Tork  and  Into 
the  boat.  W.  A.  Terry,  freight  trafflc  manager  of  the  New  Tork 
Ontral.  was  consulted,  and  he  promised  to  lay  the  shipment 
down  In  New  Tork  on  the  morning  of  the  sailing  date.  The 
last  refrigerator  car  was  loaded  May  17,  at  10:30  p.  m.  The 
train  lead  of  64  cars  was  assembled  in  the  Chicago  yards  of 
the  New  Tork  Central  at  1:30  a.  m..  May  18.  and  the  engineer 
of  the  special  was  told  that  the  track  was  clear  and  that  he 


had  the  right-of- 
way  to  New  York. 
The  train  was 
ahead  of  its  48- 
hour  schedule  at 
Toledo,  O.,  and  Erie, 
r.i..  and  it  arrived 
In  New  Tork  nearly 
one  hour  ahead  of 
schedule.  An.  ex- 
tra force  of  freight 
handlers  were  mar- 
shaled at  Wee- 
hawken, N.  J.,  rail- 
road yards  to  meet 
the  special  and  it 
was  then  shunted 
across  the  river  to 
the  barges,  which 
lay  in  wait  to  go 
to  the  side  of  the 
Hner.  The  ship- 
ment was  loaded 
under  torch-lights 
during  the  early 
morning  hours,  and 
at  10:45  a.  m.,  May 
20,  was  safely 
stored  away  in  the 
iced  holds  in  the 
great  steamer.  The 
photograph  shows 
a  case  being  slung  from  the  New  York  Central's  freight  barge 
Chauncey  Into  the  hold  of  the  liner. 

The  Majestic  cleared  New  York  at  noon.  May  20,  and  ar- 
rived at  Southampton  May  25,  at  noon,  on  schedule.  Her  trip 
was  made  under  pressure  in  an  effort  to  establish  a  new  trans- 
Atlantic  speed  record. 

"This  attempt  to  prove  the  possibility  and  the  necessity 
of  a  fast  package  freight  service  between  Chicago  and  Europe 
is  one  of  the  most  Important  jobs  the  business  men  of  Chicago 
have  ever  tackled."  declared  W.  L.  Ware,  foreign  trade  com- 
missioner of  the  Chicago  Association  of  Commerce.  "It  means 
putting  new  life  and  vigor  into  European  trade.  It  will  mean 
a  vast  increase  In  Chicago's  export  business. 

"In  the  past  a  man  in  London  or  Paris  might  have  been 
anxious  to  place  an  order  with  a  Chicago  firm.  We  had  the 
products  be  wanted,  bat  he  was  doubtful  about  closing  the 
deal. 

"Why?  He  faced  a  wait  of  20  to  30  days  to  get  his  goods, 
after  his  order  was  cabled  here.  If  we  can  show  the  European 
that  he  can  place  his  order  with  a  Chicago  firm  today  and  have 
the  goods  in  his  store  in  England  or  France  or  Belgium  in  a 
week  or  ten  days,  all  bis  fears  of  trading  with  America  will 
vanish. 

"We  will  be  giving  him  faster  service  than  is  furnished 
now  by  freight  from  New  York  to  the  west  coast.  Chicago  will 
be  practically  on  Europe's  doorstep  every  day  in  the  week  ready 
to  sell  her  what  she  needs." 


N.  Y.  C.  CHICAGO  TERMINAL 


Acquisition,  by  the  New  Tork  Central,  of  control  of  the 
Chicago  River  A  Indiana  and  the  Chicago  Junction,  commonly 
referred  to  a*  the  stock  yards  railroad*,  has  been  authorized 
by  the  Commission,  by  means  of  an  order  In  finance  docket  No. 
1165  (see  Trafflc  World.  May  20).  Seventeen  conditions  were 
laid  down  by  the  Commission  for  observance  of  the  New  Tork 
Central.  Two,  numbered  15  and  16,  make  the  control  subject 
to  any  plan  for  the  unification  of  terminals  by  the  city  of  Chi- 
cago; the  Commission,  "or  those  of  any  other  government 
agency."  and  provide  that  the  terminals  shall  not  be  considered 
as  part  of  the  New  Tork  Central  for  the  purposes  of  sections 
15-A  or  19-a  of  the  Interstate  commerce  law.  The  first  men- 
tioned is  the  rate-making  section,  while  19  A  is  the  valuation 
section.  The  valuation  section  bears  on  rate-making  because 
the  purpose  of  finding  what  a  railroad  is  worth  Is  to  ascertain 
what  would  be  rates  to  yield  a  fair  return. 

The  conditions  prescribed  In  the  authorization  are  those 
which  were  suggested  by  Examiner  Ray  W.  Clarke  In  the  first 
tentative  report.  In  the  second  tentative  report.  Issued  without 
the  name  of  anyone  attached  to  It,  an  eighteenth  condition  was 
proposed  to  the  effect  that  If  any  of  the  conditions  was  held 
Invalid  the  whole  authorization  should  fall  to  the  ground. 

At  hearings  and  arguments  subsequent  to  that  report,  the 
New  Tork  Central  made  it  certain  it  would  not  go  through  with 


plans  If  It  were  not  eliminated  because  the  authorization 
would  be  nothing  more  than  a  revocable  permit,  which,  by  its 
terms,  terminated  should  a  court  find  that  any  of  the  conditions 
attached  to  the  grant  were  Invalid. 

Presumably,  the  decision  in  this  matter  was  baaed  on  para- 
graph 2  of  section  5  and  is  not  a  certificate  of  public  conven- 
ience and  necessity  under  paragraph  18  of  section  1.  The  Com- 
mission, however,  did  not  specify  under  what  part  of  the  law 
It  approved  the  application.  However,  its  practice,  In  acting 
under  paragraph  18  of  section  1,  is  to  issue  a  certificate. 

Specifically,  the  Commission  said  the  application  by  the  New 
Tork  Central  of  control  of  the  Chicago  River  &  Indiana  by  the 
purchase  of  its  stock,  of  the  par  value  of  $500,000,  for  $750,000, 
was  approved  and  authorized  subject  to  certain  conditions;  that 
the  acquisition  by  the  Chicago  River  &  Indiana  of  control  of 
the  Chicago  Junction,  by  lease  for  $2.000.000  a  year,  was  ap- 
proved and  authorized  subject  to  conditions;  and  that  the  ap- 
plication of  the  New  Tork  Central  for  authority  to  purchase 
the  capital  stock  of  the  Chicago  Junction  Railway  Company,  or 
its  physical  properties,  was  denied,  without  prejudice  to  future 
proceedings,  because  the  valuation  of  the  property  of  the  Junc- 
tion had  not  been  completed  by  the  Commission's  valuation 
division. 

The  New  York  Central,  In  buying  the  Chicago  River  & 
Indiana  Railroad  Company  stock,  proceeded  on  the  assumption 
that  the  company  had  an  equity  In  the  property,  over  and  above 
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its  funded  debt,  of  $500,000  for  which,  because  it  needed  ter- 
minals in  Chicago,  could  afford  to  pay  $750,000.  In  arranging 
for  a  lease  of  the  Junction  by  the  Chicago  River  &  Indiana 
the  Central  acted  on  the  assumption  that,  for  its  purposes,  the 
property  was  worth  $33,000,000  upon  which  it  could  afford  to 
pay  a  rental  of  $2,000,000  a  year,  and  take  an  option  to  buy 
the  stock  or  physical  property. 

Objections  by  7  of  the  23  lines,  other  than  the  New  York 
Central,  entering  Chicago,  by  the  city  of  Chicago,  and  by  some 
shippers,  caused  the  Commission  to  go  more  fully  into  the  case 
than  in  any  other  thus  far  arising  under  the  parts  of  the  law 
authorizing  it  to  supervise  the  consolidation  of  railroad  prop- 
erties and  the  issuance  of  securities.  In  its  report  it  stated 
many  of  the  facts  brought  out  at  the  hearings  and  summed  up 
as  follows: 

There  are  grave  objections  to  an  unconditional  approval  of  the 
plan  under  consideration.  Much  testimony  was  adduced  at  the  hear- 
ings, and  divergent  opinions  were  expressed  as  to  the  relative  merits 
of  co-operative,  singly  controlled  and  independently  controlled  ter- 
minals. That  discussion  need  not  be  reproduced  here.  The  policies 
and  plans  of  the  city  with  respect  to  the  general  terminal  situation 
have  not  yet  fully  developed,  and  it  is  obviously  impossible  for  anyone 
to  determine  at  this  time  the  ultimate  goal  which  ought  to  be  at- 
tained. It  is  believed,  however,  that  pending  final  determination  of 
future  policies,  the  greatest  good  can  be  attained  by  the  continuance, 
for  the  time  being,  of  the  competitive  terminal  situation.  This  can 
be  best  accomplished  by  bringing  the  present  neutral  Junction  proper- 
ties^lnto  closer  relation  with  a  trunk  line  like  the  Central.  The  Cen- 
tral's terminal  facilities  are  relatively  inadequate  as  compared  with 
the  competitor  eastern  trunk  lines,  but  the  Central  controls  extensive 
facilities  for  classification  and  interchange  which  are  complementary 
to  the  Junction  properties.  The  stronger  competition  and  the  connec- 
tion between  the  Junction  properties  and  the  Harbor  Belt  facilities 
which  would  thus  be  brought  about,  would  not  only  insure  to  the 
shippers  of  the  Junction  the  necessary  expansion  and  elasticity  of 
facilities,  together  with  the  assistance  of  an  Interested  trunk  line  in 
times  of  car  shortage,  and  other  emergencies,  but  would  also  remove 
congestion  from  the  closely  hemmed-in  district  served  by  the  Junction 
and  thus  open  .facilities  for.  expedition  in  the  handling  of  traffic  in 
and  out,  and  also  for  handling  traffic  from  one  part  of  the  city  to 
another.  It  has  been  held  that  where  such  a  transaction  as  the  pres- 
ent one  would  clearly  facilitate  the  movement  of  traffic  through  a 
highly  congested  district,  the  circumstances  that  other  carriers  would 
suffer  a  loss  of  revenue  Is  not  controlling.  People  ex  rel  New  York 
Central  R.  R.  vs.  Public  Service  Commission,  183  N.  Y  S  •  930 

There  are  In  the  record  ample  grounds  for  the  belief  that  the  Junc- 
tion can  no  longer  solve  its  problems  without  outside  assistance.  On 
the  other  hand,  It  is  believed  that  the  benefits  pointed  out  by  the  Cen- 
tral can  be  made  to  accrue  to  the  public  by  the  consummation  of  the 
proposed  plan.  A  prime  factor  in  the  situation  is  the  circumstance 
that  the  general  policy  on  all  terminals  in  Chicago  is  that  of  equal 
opportunity  afforded  to  all  connecting  carriers  irrespective  of  the 
ownership  or  control  of  a  given  terminal  property  by  a  single  trunk 
line  or  by  a  group  of  trunk  lines.  Traffic  is  handled  for  all  carriers  in 
the  same  way  and  on  the  same  terms,  so  that  a  shipper  on  terminals 
owned  by  a  single  carrier  has  the  utmost  freedom  in  routing  via 
competing  lines  and  apparently  receives  the  same  measure  of  service 
whether  his  shipment  moves  over  the  lines  of  the  owning  carrier  or 
those  of  a  competitor.  Those  shippers  who  appeared  in  opposition  ex- 
press the  fear  that  they  will  not  be  accorded  like  treatment  by  the 
Central.  The  present  management  of  the  Central  disclaimed  anv  in- 
tention of  making  any  changes  in  the  method  of  handling  competitive 
traffic  or  the  general  plan  of  operating  the  Junction  properties,  and 
those  assurances  may  be  taken  at  their  face  value,  especially  since 
the  contrary  policy  would  clearly  be  against  the  self  Interest  of  the 
Central,  in  that  It  would  thereby  lose  the  good  will  of  the  shipper. 
There  is,  of  course,  every  indication  that  the  Central  will  be  able  to 
uild  up  its  own  line-haul  traffic  as  the  result  of  Its  connection  with 
the  management  of  the  Junction,  and  It  by  no  means  follows  that  harm 
end  Public  may  result  from  legitimate  effort  and  initiative  to  that 

But  we  are  not  prepared,  in  any  event,  to  authorize  the  consum- 
ma.tion  of  the  plan  without  making  assurance  doubly  sure  by  the  Im- 
iltlon  of  certain   conditions.     Those  conditions  relate  partly   to   the 
nod  of  operation  of  the  property  and  partly  to  the  treatment  of  the 
transaction    by    the    corporations    participating    therein.      Among    the 
number   are    those    matters    enumerated    by    the    shippers    who    have 
d   an  approval  of  the   plan   with   the   understanding   that   certain 
agreements  already  made  by  the  Central   will  be  adhe?ed   to      Other 
matters  are  suggested  by  the  group   of  shippers  who  took  a   neutral 
'ttitude  at  the  hearing    such i  matters  being  agreed  to  on  the  record 
by  the  applicant:  and  still  others  suggest  themselves  from  the  stand- 
point of  an  administrative   body,  as  necessary  in  order  to  safeguard 
the  public  Interest  In  the  future.    Stated  concretely,  they  are- 

The  Central  will  be  required  to  maintain  a  separate  corporate 

nrt  B£anR°Taniz,lti0n»,,for.the  Combined  properties  of  the  Junction 

and  River  Road  so  that  the  two  shall  constitute  a  separate  operating 

entity  with  a  responsible  management  located  In  Chicago  in  order  to 

Sfflcfals6  shipper   the    present   direct   access    to    the    railrpad 

2  The  present  neutrality  of  handling  traffic  in  and  out  bound  by 
the  Junction  and  River  Road  organization  shall  be  continued  so  as  to 
lermlt  equal  opportunity  for  service  to  and  from  all  trunk  lines  reach- 
Ins  Junction  ra"8'  without  discrimination  as  to  routing  or  movement 
°f-,hrafflc,,.wn  ch,  I*  competitive  with  the  traffic  of  thl  Cental  and 
m'cntOUof  schedule!  agalnst  such  comPetitive  traffic  In  the  arrknge- 

3"   .unCT  Pre.8,ent    traffic   and    operating   relationships    existing    be- 
tween the  Junction  and  River  Road  and  all  carriers  operating  in  Chi - 

control  of  the  Centra"*"11         S°   *"  a"   "UCh   matte™   a™ Tnh?n   the 
4-     r°£,tne  Purpose  of  assessment  of  switching  charges    the  June- 
ion  and  River  Road  shall  continue  to  be  treated  as  a  single  line  to 
wIM  ™m<ineXnrtntfnH  *? f  """"i?*,'  S,°  that  ,tne  <»rrying  out  of  this  plan 
for  the   Jerv"ce  *"  increasing  the  charge  to  any  shipper 

5      Subject  to  subsisting  car  service  regulations,  cars  made  emptv 
on   the   ra  Is  of   the  Junction   and   River   Road   shall    be   available   for 
outbound  loading  In  the  same  manner  and  to  the  same  extent  as  a 
present.   Irrespective  of  routing. 

6.  Whenever  additional  cars  are  required  for  outbound  loading 
because  of  inadequacy  of  available  car  supply  on  the  Junction  and 
Rjvf.r,  Ro,nd  ra"\ a.1,  2ny  Blven  "me.  for  any  cause,  orders  for  such 
additional  cars  shall  br  accepted  from  the  shipper  by  the  local  Junc- 
tion organization  and  by  t  promptly  transmitted  to  the  desfcnated 
trunk  line  without  discrimination,  and  all  cars  ordered  by  and  deliv- 


ered to  the  Junction  shall  be  promptly  moved  to  the  shippers  by  the 
Junction  without  discrimination  on  account  of  proposed  routing. 

7.  The  Junction  shall  accept,  handle  and  deliver  all  cars  in  and 
outbound,  loaded  and  empty,  without  discrimination  in  promptness  or 
frequency  of  service  as  between  cars  destined  to  or  received  from  com- 
peting carriers  and  Irrespective  of  destination  or  route  of  movement. 

8.  The  National  Code  of  Demurrage  Rules,  as  In  effect  from  time 
to   time,    Including   the   average    agreement,    shall   be   applied    by   the 
Junction  and  River  Road  to  each  Industry  served  by  either  of  them  on 
all  In  and  outbound  cars,  Irrespective  of  what  carrier  or  carriers  may 
be  Interested  in  the  line  haul. 

9.  Shippers  served  by  the  Junction  and  River  Road  shall  be  en- 
titled to  the  same  basis  of  switching  charges  as  prevails  in  the  Chi- 
cago  switching  district  generally,   and   no  attempt   shall  'Be   made    to 
establish    any   different    basis   of    local    or    connecting   line    switching 
charges  than  that  which  prevails  in  the  Chicago  switching  district  gen- 
erally for  the  same  or  similar  service  under  substantially  similar  con- 
ditions. 

10.  No  change  shall   be  sought  in  the   present  method  of  basing 
rates   to   and   from   the   Chicago   switching  district   as   a   single   point 
upon  which  rates  are  now  based  without  regard  to  the  character  of 
the  movement  in  and  out  of  such  district. 

11.  Present   trap  car  arrangements  for  the   transfer  of   L.   C.   L. 
freight  at  the  Junction  union  station,  at  connecting  line  freight  sta- 
tions,   or   at   connecting  points    reached    by    the    Junction    and   River 
Road,  shall  be  continued,  but  this  condition  shall  mot  apply  to  routine 
changes  In  management  and  operation  of  trap  car  service. 

12.  Continuance  of  present  operating  arrangement  on  the  Junc- 
tion properties  shall  include  the  maintenance  of  existing  -shipping  and 
billing  arrangements  at  the  Junction  union  freight  station,  in  so  far  as 
such  arrangements  are  within  the  control  of  the  Junction. 

13.  The  Junction  shall,   If  ordered  by  us,  establish  station  facili- 
ties for  the  receipt  of  inbound  L.  C.  L.  freight  at  a  point  convenient 
and  accessible  to  shippers  wishing  to  make  use  of  the  same,  to  which 
freight  may  be  delivered  by  all  trunk  line  carriers,  without  discrimina- 
tion, and  there  distributed  through  the  medium  of  the  Junction's  oper- 
ating force. 

14.  Neither  the  approval   of  the  purchase   by  the   Central  of  the 
stock  of  the  River  Road  for  the  sum  specified,  nor  of  the  leasing  to 
the  latter  of  the  properties  of  the  Junction,  shall  be  taken  as  establish- 
ing or  tending  to  establish  the  fair  value  of  the  respective  properties 
in  any  other  proceeding,  nor  shall  anything  herein  contained  be  con- 
strued as  a   finding   that  the  annual   rental  to  be  paid  by  the   River 
Road  for  the  lease  of  the  Junction  properties  Is  just  and  reasonable. 

15.  The   carrying   out   of  the   plan   as  authorized   herein   shall   be 
taken   to  be  without  prejudice   to  the  adoption  of  any  plan   or  plans 
in  the  future  by  the  city  of  Chicago,   by   us   or  by   any  other  public 
agency,  for  unified  or  co-ordinated  terminals,  and  neither  the  Central, 
the   River  Road  nor  the  Junction   shall  urge  the  authority  herein   or 
the  situation  resulting  therefrom  as  a  ground  for  opposition  to  such 
plan   or  plans   of   said    city,   our   plans   or   those   of   any   other   public 
agency. 

16.  Nothing  contained  in  this  authorization  shall  be  taken  as  per- 
mitting the  River  Road  and  Junction  properties  to  be  considered  as  a 
part  of  a  single  system  with  that  of  the  Central  for  any  of  the  pur- 
poses of  section   15a   or  section   20a  of   the   act. 

17.  Any   party   or  any  person  having  an   interest   in   the   subject 
matter  may  at  any   future  time  make  application   for  such  modifica- 
tion of  the  above  conditions,  or  any  of  them,  as  may  be  required  in 
the   public   interest,   and  Jurisdiction    is   retained   to   reopen   the   pro- 
ceeding on  our  own  motion  for  the   same  purpose. 

Subject  to  the  observance  of  the  above  conditions,  we  find  that 
the  acquisition  by  the  Central  of  the  capital  stock  of  the  River  Road 
and  the  leasing  to  the  River  Road  of  the  properties  (owned  and 
leased)  of  the  Junction  will  be  in  the  public  interest. 

Commissioner  Daniels  concurred,  but  said  the  Commission 
should  have  issued  a  certificate  of  public  convenience  and  neces- 
sity under  paragraph  18  of  section  1.  Commissioner  Campbell 
joined  him  in  that  concurrence. 

Commissioner  Hall,  concurring  in  part,  said  the  facts  war- 
ranted grant  of  authority  without  elaboration  of  conditions. 

"Those  imposed  in  the  majority  report,"  said  he,  "seem  to 
me  vain,  perhaps  harmful,  except  Nos.  15  and  16,  which  should 
suffice,  if  any  are  needed.  I  refrain  from  discussing  the  points 
of  law.  They  will  doubtless  be  settled  by  competent  authority 
when  occasion  arises." 

Commissioner  Meyer  dissented  because,  he  said,  the  uncon- 
tradicted  testimony  was  that  the  terminals  were  the  best  type 
of  open  terminal  to  be  found  anywhere  in  the  United  States. 

"What  the  majority  approves  in  this  report  may  in  the 
future  restrict  the  use  of  and  close  these  terminals  to  com- 
petitors on  equal  terms.  That  is  why  I  cannot  concur  in  the 
report,"  he  said.  Commissioner  Aitchison  concurred  in  that 
dissent. 

Commissioner  Eastman,  with  Commissioner  Cox  backing  his 
views,  dissented  because  the  authorization  proposed  to  transfer 
this  open  property  to  one  of  its  trunk  line  connections,  notwith- 
standing that  for  years  it  had  been  operated  with  profit  to  its 
owners  and  to  the  satisfaction  of  its  trunk-line  connections  and 
the  shippers  it  served.  He  said  there  was  nothing  in  the  record 
or  the  order  of  the  Commission  purporting  that  It  would  be  for 
the  public  convenience  or  necessity  to  have  the  stock  yard 
terminals  turned  over  to  the  New  York  Central.  He  said  the 
argument  that  an  'owner  has  a  constitutional  right  to  sell  when 
he  can  sell  at  an  advantage  had  nothing  to  do  with  the  case; 
that  the  question  was  whether  the  New  York  Central  had  the 
constitutional  right  to  buy  these  properties.  Clearly,  he  said, 
railroad  corporations  have  not  a  constitutional  right  to  buy. 


GEORGIA  RATES  ON  COTTON  AND  BRICK 

The  Commission  has  vacated  its  order  in  No.  11915,  Georgia 
rates,  fares,  and  charges,  relating  to  intrastate  rates  on  cotton, 
cotton  linters  and  brick.  The  Railroad  Commission  of  Georgia 
made  this  action  possible  by  amending  its  order  so  that  the  in- 
creases ordered  by  the  Commission  now  stand  approved  by  the 
state  commission. 
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Publication  of  Tariffs — Eleventh  Lesson   in   the   Course  Written  for  the  Traffic  World   by  Grover 
G.  Huebner,  Ph.  D.,  Professor  of  Commerce  and  Transportation, 

University  of  Pennsylvania* 


In  accordance  with  the  provisions  of  the  Interstate  com- 
merce act,  railroad  companies  are  required  to  file  their  sched- 
ules of  charges  with  the  Interstate  Commerce  Commission  and 
to  publish  them  for  the  Inspection  of  the  shipping  public.  Such 
charges  are  contained  in  tariffs.  The  rate  for  every  service 
which  the  carriers  offer  to  the  public  in  connection  with  their 
calling  as  common  carriers.  Is  contained  in  a  tariff.  Accordingly, 
many  kinds  of  tariffs  are  in  use.  such  as  those  governing  demur- 
rage, reconslgnment.  switching,  icing,  milling  or  fabrication 
In  transit,  etc.,  but  the  most  prominent  of  all  tariffs  are  those 
governing  the  transportation  of  freight. 

Freight  tariffs  may  be  divided  into  two  broad  classes — 
local  and  Joint — depending  on  the  territorial  application  of  the 
charges  named  therein.  Local  tariffs  contain  the  rate*  for 
shipments  between  stations  located  on  one  railroad;  joint  or 
interline  tariffs  contain  the  charges  for  shipments  from  stations 
on  one  railroad  to  stations  on  other  railroads,  and  are,  con- 
sequently, the  result  of  agreement  between  or  among  the  parti- 
cipating lines.  Such  tariffs  may  be  published  by  one  railroad 
under  authority  conferred  on  It  by  the  other  carriers  interested, 
or  they  may  be  Issued  by  an  Individual  who  receives  authority 
to  do  so  by  assent  of  all  the  railroads  that  are  parties  to  the 
tariff.  In  the  latter  case,  the  tariff  Is  known  as  an  agency 
tariff.  An  agent  may  also  be  appointed  by  one  railroad  for  the 
purpose  of  publishing  the  local  rates  effective  on  Its  line,  but 
this  procedure  Is  unusual.  The  subjects  of  local.  Joint,  and 
agency  tariffs  will  be  treated  fully  In  succeeding  lessons. 

To  complete  the  classification  of  freight  rates,  there  are.  In 
addition  to  local  and  Joint  charges,  proportional  rates.  The 
latter  apply  on  through  traffic  and  must  be  used  In  conjunction 
with  other  rates  In  order  to  find  the  combination  rate  to  des- 
tination. They  are  mostly  used  1m  shipments  between  rate  ter- 
ritories and  carry  the  freight  only  to  the  boundary  line  of  the 
territory. 

As  to  the  commodity  application  of  freight  tariffs,  they  may 
govern  only  "class"  or  "commodity"  traffic,  or  they  may  govern 
both. 

The  form  In  which  freight  tariffs  must  be  published  Is  pre- 
scribed by  the  Interstate  Commerce  Commission.  Prior  to  1887 
railroads  were  not  required  to  file  their  rates  with  any  govern- 
ment body  or  publish  their  schedules  of  charges  for  public  In- 
spection. The  original  provisions  of  the  Interstate  commerce 
act  contained  certain  requirements  as  to  filing  and  publication 
of  tariffs,  but.  there  being  also  other  defects  In  the  law,  this 
did  not  prove  sufficiently  comprehensive  or  binding  to  be  of  any 
gnat  significance.  With  the  passage  of  the  amendment  of  1889, 
and  particularly  of  the  Hepburn  amendment  of  1906.  the  Inter- 
state Commerce  Commission  received  wide  and  discretionary 
powers  over  the  form  and  publication  of  freight  tariffs.  In 
addition  to  specific  requirements  of  the  act  as  to  the  publication 
of  freight  tariffs,  section  6,  paragraph  6,  of  the  act  says: 

TtM  Commlulon  may  determine  and  prescribe  the  form  In  which 
tlM  sell  •dotes  required  by  this  MCtton  to  be  kept  open  to  public  In- 
spection •ban  b«  prepared  and  tranced,  and  may  chance  the  form 
from  time  to  time  as  shall  be  found  expedient. 

In  accordance  with  the  above  provisions,  the  Commission 
has  Issued  Tariff  Circular  18-A.  containing  all  regulations  as  to 
the  filing  and  construction  of  freight  tariff*.  Among  the  various 
rules  In  effect,  the  following  are  of  particular  Importance: 

1.  All  tariffs  must  be  printed  on  hard  calendered  paper 
from  type  not  less  than  «  point  In  slse.  They  must  be  In  book. 
sheet  or  pamphlet  form,  and  8  by  11  Inches  in  size.  Loose-leaf 
tariffs  are  permissible.  In  which  changes  may  be  made  by  re- 
printing and  Inserting  a  single  leaf. 

S.    The  title  page  of  every  tariff  must  show: 

a.  Name  of  the  Issuing  carrier,  carriers  or  agent. 

b.  I.  C.  C.  number  of  tariff  In  bold  type  on  the  upper  right- 
hand  corner,  and  immediately  thereunder  the  I.  C.  C.  numbers 
of  the  tariff  canceled  thereby.    The  serial  number  employed  by 
the  carrier  in  designating   the  tariff  may   also    be    employed. 
Separate  I.  C.  C.  serial  numbers  must  be  used  for  freight  and 
passenger  tariffs. 

c.  Whether  tariff  Is  local.  Joint,  proportional,  or  a  combina- 
tion of  same,  and  whether  It  contains  class  or  commodity  rates, 
or  both. 

d.  The  territorial   application   of  the  tariff,  briefly  stated. 

e.  Reference  by  name  and  I.  C.  C.  number  to  the  classifica- 
tion and  exception  sheets  governing  the  tariff. 

•Thl«  particular  lesson  was  prepared  by  Roland  l>.  Kramer.  M.  A.. 
Instructor  In  Tranoportatton  and  Commerce.  University  of  Pennsyl- 
vania. 


f.  Date  of  issue  and  date  effective.    The  practice  of  stating 
the  date  at  which  the  tariff  will  expire  is  discountenanced  by 
the  Commission,  because  of  the  possibility  of  change  in  such 
date,  resulting  from  earlier  cancellation,  lawful  extension,  etc. 

g.  If  Issued  on  less  than  thirty  days'  notice,  proper  nota- 
tion showing  that  it  was  so  issued  by  permission  or  order  of  the 
Interstate  Commerce  Commission. 

h.  On  upper  left-hand  corner  a  notice  as  to  the  supplements 
which  may  be  effective  at  any  time.  The  Commission  forbids 
the  Issuance  of  supplements  to  loose-leaf  tariffs  or  tariffs  of 
less  than  5  pages,  except  for  the  purpose  of  cancellation.  Tar- 
iffs of  from  5  to  16  pages  may  have  one  supplement  in  effect 
at  any  time,  tariffs  of  from  17  to  111  pages,  two  supplements, 
and  tariffs  of  more  than  111  pages,  three  supplements.  This 
rule  is  not  absolute,  inasmuch  as  the  Commission  requires  the 
Issuance  of  special  supplements  when  rates  are  suspended  as 
unreasonable,  or  when  suspension  orders  are  vacated.  If  the 
rate  ordered  suspended  are  contained  In  a  supplement  to  a  tariff, 
the  supplement  containing  the  notice  of  suspension  may  cause 
the  number  of  effective  supplements  temporarily  to  be  greater 
than  that  Indicated  on  the  title  page  of  the  tariff. 

1.  Name,  title,  and  address  of  the  officer  by  whom  the 
tariff  Is  Issued. 

Body  of  Tariff 

3.  Body  of  tariff,  tariffs  In  book  or  pamphlet  form  must 
contain  In  the  order  named: 

a.  Table  of  contents,  alphabetically  arranged.     This  table 
may  be  omitted  If  the  tariff  contains  so  small  a  volume  of  matter 
that  the  title  page  or  Interior  arrangement  plainly  discloses  its 
contents. 

b.  Names  of  Issuing  carriers,  alphabetically  arranged.    If 
there  be  not  more  than  ten  participating  carriers  their  names 
may  be  shown  on  the  title  page. 

c.  An  alphabetical  Index  of  all  commodities  on  which  com- 
modity   rates    are  named,   with   a  specific   statement   that  all 
articles  not  enumerated  are  to  take  class  rates.    A  local  tariff 
governing  a  few  commodities  must  contain  all  of  the  Issuing 
carriers'  commodity  rates  on  such  commodities  applicable  from 
any  point  of  origin  to  any  point  of  destination  named  In  the 
tariff;   and  a  joint  commodity  tariff  must  contain  all  rates  of 
the  initial   carrier  on   the   same  commodities   enumerated,  ap- 
plicable from  all  points  of  origin  to  all  points  of  destination 
stated  In  the  tariff,  via  the  routes  specified. 

"The  Index  to  a  general  commodity  tariff  or  a  combined 
class  and  commodity  tariff  shall  also  Include  In  alphabetical 
order  all  articles  upon  which  commodity  rates  are  named  In 
other  tariffs  applying  from  any  point  of  origin  to  any  point  of 
destination  named  in  the  tariff,"  together  with  the  number  of 
the  tariff  In  which  such  rates  are  published. 

d.  An  alphabetical  Index  of  points  from  which  rates  apply, 
and  an  alphabetical  Index  of  points  to  which  rates  apply.   When 
practicable,  the  page  or  Item  number,  where  rates  from  or  to 
points  named  may  be  found,  should  be  shown.     If  there  be  not 
nMre  than  twelve  points  of  origin  or  twelve  points  of  destina- 
tion, the  name  of  each  may  be  specified  on  the  title  page  of  the 
tariff.    If  points  of  origin  or  of  destination  are   In  continuous 
alphabetical  order  or  are  shown  alphabetically  by  states,  and 
the  names  of  the  states  alphabetically  arranged,  or  are  shown 
by  groups  alphabetically  arranged,  no  index  Is  required. 

e.  Explanation  of  reference  marks  and  technical  abbrevia- 
tions contained  In  the  tariff. 

f.  List  of  exceptions,  if  any,  to  the  classification  governing 
the  tariff  which  are  not  contained  in  the  exception  sheets  re- 
ferred to  on  the  title  page. 

g.  Explanatory   statement  regarding  rates   and   rules   con- 
tained In  the  tariff. 

h.    The  shipping  rules  and  regulations  governing  the  tariff. 

I.  An  explicit  statement  of  rates  In  cents,  or  In  dollars  and 
cents,  per  100  pounds,  per  barrel,  or  other  package,  per  ton,  or 
per  car,  together  with  the  names  of  places  to  and  from  which 
they  apply,  "all  arranged  in  a  simple  and  systematic  manner." 
When  a  classification  or  exception  sheet  contains  rules  under 
which  certain  commodities  are  classified  as  taking  a  percentage 
of  a  class  rate,  the  class  rate  tariffs  governed  by  such  classifi- 
cation or  exception  sheet  must  show  specifically  the  rates  ap- 
plicable under  the  rules.  For  Instance,  tariffs  governed  by  the 
Official  Classification  must  show  the  actual  rates  applicable  to 
articles  classified  under  rules  25  and  26. 

J.    The  different  routes  via  which  the  tariff  applies  may  be 
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shown.    When  a  tariff  specifics  routing,  the  rates  may  not  be 
applied  via  routes  not  specified. 

Miscellaneous  Rules 

4.    Miscellaneous  rules. 

a.  The  Commission  requires  that  all  tariff  publications  and 
their    supplements   must   indicate   Increases    in    existing   rates, 
regulations  or  classifications  by  the  use  of  black-faced  type,  or 
by  the  use  of  some  uniform  symbol,   and  that  reductions   be 
indicated  by  the  use  of  italic  type  or  by  the  use  ef  a  uniform 
symbol.    Explanation  of  the  use  of  type  or  symbols  must  be 
given  in  the  publications.    The  carriers  ordinarily  find  it  more 
convenient  to  employ  certain  symbols  to  indicate  changes  than 
to  use  different  kinds  of  type. 

b.  When  the  items  in  a  tariff  or  supplement  are  designated 
by  item  numbers  the  cancellation  of  an   Item  must  be  made 
under  the  same  item  number;  for  example,  item  15-A  would  be 
used  to  cancel  item  15.    Whenever  a  tariff  or  a  rate  Is  canceled; 
the  notice  of  cancellation  must  indicate  what  rates  will  there- 
after apply  or  where  such  rates  will  thereafter  be  found. 

c.  Cross  references  from  one  tariff  to  another  must  always 
show  the  I.  C.  C.  number  of  the  tariff  referred  to. 

d.  Whenever  a  commodity  rate  is  named  on  an  article  be- 
tween specific  points,  that  rate  is  the  lawful  rate  and  the  only 
one  that  may  be  used,  even  though  a  class  rate  or  some  com- 
bination may  give  a  lower  charge.    The  naming  of  a  commodity 
rate  takes  the  article  of  traffic  to  which  it  applies  out  of  the 
classification.    However,   the   alternative   use  of  class   or   com- 
modity rates  may  be  jjrovided  for  by  including  in  different  sec- 
tions of  a  single  tariff  such  class  and  commodity  rates  and  by 
placing  in  each  section  the  specific  rule:     "If  rates  in  section  — 
of  this  tariff  make  a  lower  charge  on  any  shipment  than  the 
rates  in  section  —  of  this  tariff,  the  rates  in  section  —  will  then 
be  applied." 

e.  Ordinarily    commodity   tariffs    apply    only    from    known 
points  of  production  to  known  points  of  consumption.    If  the 
rates  were  made  applicable  to  all  intermediate  points,  it  would 
be  necessary   to   post   the   tariffs   at   every   intermediate   point. 
On  the  other  hand,  if  the  tariffs  do  not  provide  for  the  applica- 
tion of  rates   to  intermediate  points,   they  might   conflict  with 
the  "long-and-short-haul"  clause  of  the  interstate  commerce  act 
whenever  a  class  rate  or  a  combination   to  or  from  an  inter- 
mediate point  should  exceed  the  commodity  rate  to  or  from  a 
more  distant  point.    To  relieve  the  carriers  of  the  difficulty  in- 
volved in  such  a  situation  and  to  take  from  them  the  burden  of 
making  their  tariffs  unnecessarily  voluminous,  the  Commission 
permits  the  carriers  to  publish  commodity  rates  applicable  from 
known   points   of   production    to   known   points    of   consumption 
without  making  provision  for  rates  to  intermediate  points,  but 
requires  them  to  make  the  following  statement  on  the  title  page 
of  all  such  tariffs: 

"By  the  authority  of  rule  77  of  Interstate  Commerce  Com- 
mission Tariff  Circular  No.  18-A,  this  tariff  (these  rates)  is  not 
(are  not)  made  applicable  from  (or  to)  all  intermediate  points. 
Upon  reasonable  request  therefor,  rates  which  will  not  exceed 
those  in  effect  from  (or  to)  more  distant  points  will,  under 
authority  granted  by  the  Interstate  Commerce  Commission,  be 
established  from  (or  to)  any  intermediate  point  hereunder,  upon 
one  day's  notice  to  the  Commission  and  to  the  public." 

The  foregoing  rules  regarding  the  publication  of  tariffs  are 
the  most  important  ones  of  general  application.  There  are  a 
number  of  important  special  rules  applicable  to  the  issuance 
of  interline  and  agency  tariffs  which  will  be  discussed  in  con- 
nection with  the  study  of  those  types  of  tariffs. 


DUTIES  OF  A  TRAFFIC  MANAGER 

The  Rider  College  of  Trenton,  New  Jersey,  in  conjunction 
with  the  Traffic  Bureau  of  the  Trenton  Chamber  of  Commerce, 
has  been  for  several  months  conducting  a  class  in  traffic  man- 
agement for  former  service  men.  C.  A.  Hutchings,  assistant 
traffic  manager  of  the  traffic  bureau  of  the  Chamber  of  Com- 
merce, recently  requested  the  members  of  his  class  to  write 
short  articles  on  what  they  considered  the  duties  of  an  industrial 
traffic  manager.  One  of  the  papers,  written  by  George  V.  O'Sul- 
livan,  appealed  to  Mr.  Hutchings  as  being  especially  good,  in 
view  of  the  short  time  the  student  had  been  studying  traffic, 
and  he  sent  It  to  The  Traffic  World  with  the  request  that  It  be 
published.  It  is  as  follows: 

The  duties  of  a  traffic  manager  are  many.     First,  he  Is  obligated 

eep  himself  fit.  By  that  I  mean  physically  as  well  as  mentally, 
for  when  his  body  gives  way  his  mind  can  no  longer  function  properly. 

It  Is  his  duty  to  have  a  good  working  knowledge  of  the  laws,  rules 
and  regulations  of  the  Interstate  Commerce  Commission,  the  bill  of 
K  conditions,  and  the  general  provisions  of  freight  tariffs  and 
classifications.  It  Is  his  duty  to  study  so  he  can  understand  the  gen- 
eral principles  of  rate  making,  from  what  tariffs  to  obtain  his  rates, 
ana  how  to  use  and  Interpret  the  tariffs  nnd  classifications. 

The  efficient  traffic  manager,  in  addition,  should  obtain  thorough 
knowledge  of  commercial  geography,  manufacturing  costs,  and  proc- 
>sses  and  trade  customs.  He  must  make  a  survey  of  the  firm's  activ- 
ities froni  a  transportation  standpoint  and  see  that  the  rates  applicable 
on  his  shipment  are  properly  adjusted  with  relation  to  rates  on  other 
articles  nnd  rates  on  the  same  articles  to  and  from  other  points, 
particularly  where  there  Is  competition  with  other  shippers 


The  modern  traffic  manager  must  be  broad  enough  and  supplied 
with  sufficient  knowledge  to  meet  with  the  heads  of  the  other  depart- 
ments and  discuss  Intelligently,  from  all  angles,  transportation  matters 
concerning  the  business.  Thus  a  traffic  manager's  knowledge  of  ship- 
ping Is  of  vital  importance.  This  Is  particularly  true  when  questions 
of  location  of  new  plants  arise. 

The  traffic  manager  should  take  upon  his  shoulders  the  responsi- 
bility of  packing  and  marking  articles.  Of  course,  he  has  a  shipper 
to  carry  out  his  orders.  Packing  and  marking  are  important  as  the 
particular  manner  in  which  articles  are  packed  serves  to  give  them 
ratings  which  are  beneficial  to  the  shipper. 

The  traffic  manager  must  be  prepared  to  quote,  with  as  little 
delay  as  possible,  the  rates  to  other  departments,  customers  and 
others.  He  must  see  that  the  name  of  his  firm  is  kept  on  the  mailing 
lists  of  the  railroads  and  agents  so  that  tariffs  and  supplements  will 
be  received  as  issued. 

The  tralllc  manager  should  check  his  freight  bills  and  see  that  the 
rate,  weight  and  total  freight  charges  are  correct. 

One  of  the  most  important  duties  of  a  traffic  manager  is  the  filing 
and  prosecution  of  claims.  He  must  know  how  to  proceed  with  a  case 
before  the  Interstate  Commerce  Commission  and  state  commissions. 
He  must  thoroughly  understand  his  case  and  prepare  the  proper  evi- 
dence and  necessary  exihibts  for  use  in  handling  the  case. 

He  should  be  familiar  with  the  routes  over  which  his  shipments 
move,  and  know  the  proper  agents  through  whom  the  best  results 
can  be  obtained  so  that  he  can  locate  and  trace  his  goods  as  quickly 
as  possible. 

Last,  but  not  least,  a  traffic  manager  must  know  when  his  firm  is 
discriminated  against.  By  that  I  mean  he  must  see  to  it  that  his  firm 
gets  the  cheapest  rates  possible— as  cheap  as  his  competitor  or  maybe 
even  oetter. 

The  articles  should  be  marked  properly  so  shipments  will  have 
small  chance  of  going  astray. 

Traffic  management  is  growing  rapidly  as  a  profession  and  large 
concerns  have  acknowledged  that  it  is  as  important  as  sales  manage- 
ment. Sales  management  is  a  profession  that  takes  care  of  the  selling 
of  goods  while  primarily  traffic  management  takes  care  of  the  distri- 
bution of  goods,  it  also  serves  to  lower  the  cost  of  an  article — that  is, 
getting  a  cheaper  rate,  routing,  packing,  etc.,  so  as  to  allow  a  firm  to 
undersell  a  competitor. 

A  traffic  manager  must  aim  to  ship  goods  to  a  customer  on  time 
and  in  good  condition  so  he  can  be  kept  sold. 

Therefore,  traffic  management  can  also  be  termed  as  ah  important 
factor  in  the  selling  of  goods.  One  might  even  be  safe  to  say  that 
traffic  men  must  be  professors  of  traffic  management. 


STATION  AGENTS'  MEETING 

Formal  call  for  the  annual  meeting  of  the  Freight  Station 
Section  of  the  American  Railway  Association,  formerly  the 
American  Association  of  Freight  Agents,  will  be  sent  out  from 
Chicago  next  week.  The  sessions  will  be  held  at  the  Bellevue- 
Stratford  Hotel,  Philadelphia,  beginning  June  20,  at  10  a.  m., 
and  will  "continue  until  matters  presented  for  consideration 
have  been  disposed  of." 

The  program  for  the  meeting,  besides  calling  for  reports 
from  standing  and  special  committees,  carries  a  list  of  the 
topics  on  which  sectional  organizations  have  prepared  papers 
and  which  will  be  discussed  at  the  meeting.  This  list  includes 
a  number  of  interesting  and  far-reaching  traffic  problems  on 
which  the  sectional  committees  have  been  investigating  since 
the  last  annual  meeting.  They  are  as  follows: 

Detroit  topic,  Weighing  Less  Carload  Freight.  Kansas  City  topic 
No.  1.  Inspection  of  Equipment  Prior  to  Loading  and  Carding  the  Car 
Suitable  for  Certain  Commodities.  St.  Louis  topic  No.  2,  Transfer  of 
Bad  Order  Cars.  Omaha  topic,  All  Bills  of  Lading  and  Waybills  Cov- 
ering Shipments  Consigned  "To  Order,"  Shall  Bear  One  of  the  Follow- 
ing Notations  as  Directed  by  Shippers:  "Inspection  Not  Permitted" 
or  Allow  Inspection."  Baltimore  topic,  Payment  of  Claims  by  Car- 
riers for  Concealed  Loss  and  Damage.  Philadelphia  topic,  Freight 
Claim  Prevention.  St.  Louis  topic  No.  1.  Issuing  and  Accomplishing 
Bills  of  Lading.  Mobile  topic,  Concentrated  Effort  and  Reciprocity  as 
an  Aid  to  Greater  Efficiency.  Cleveland  topic,  The  Inclusion  of  Car- 
load Freight  Billed  to  "Order"  in  the  Definition  of  Term  "Diversion" 
or  Reconsignment  •  in  the  Tariff  Governing  Reconsigriment  of  Freight. 
New  York  City  topic,  Should  Not  Some  Uniform  System  Be  Adopted 
in  the  Larger  Cities  Throughout  the  United  States  to  Prevent  Ship- 
ments Being  Delivered  to  Dishonest  People  by  Means  of  Fraudulent 
Documents  or  Forged  Orders?  Chicago  topic,  The  Identification  of 
Drivers  at  Freight  Stations.  New  Orleans  tonic  No.  2,  Handling 
Perishable  Freight.  Ventilation.  Refrigeration.  Chicago  topic,  Prope? 
Handling  of  Perishable  Freight  Requiring  Refrigeration  or  Ventilation 
in  the  Summer  and  Protection  from  Freezing  in  Winter.  New  Orleans 
topic  No.  1  Checking  Contents  of  Carload  Shipments  of  Package  Freight 
SSSLTJ2*:  Milwaukee  topic.  Checking  Cars  Loaded 


whV^P  on  Public  Team  Tracks.  Indianapolis  topic.  Standard  by 
Which  Proper  Analysis  of  Freight  Office  and  Freight  House  Operation 
Can  Be  Analyzed  and  Compared.  Kansas  Citv  topic  No  2  Plan  of 
Kansas  City  Over  and  Short  Bureau  and  Its  Operation  Fort  Worth 


TRAFFIC    LEAGUE    MEETINGS 

In  response  to  inquiries,  the  National  Industrial  Traffic 
League,  in  a  circular  issued  this  week,  announced  that  "no  spe- 
cial meeting  of  the  League  is  scheduled  for  the  near  future." 
The  annual  meeting,  the  circular  said,  will  take  place  at  the 
Commodore  Hotel,  New  York  City,  November  15  and  16,  the 
announcement  being  made  early,  according  to  the  circular  in 
"order  that  members  may  make  plans  to  avoid  conflicting  en- 
gagements." 

With  regard  to  special  meetings,  the  League  said  that  It  was 
the  policy  of  the  executive  committee  not  to  call  special  meet- 
unless  something  of  unusual  importance  was  pending.  At 
present,  it  was  pointed  out,  no  such  matters  exist.  The  possi- 
bility of  a  special  meeting  being  required  by  the  Commission's 
general  rate  reduction  was  recognized,  however,  but  the  circular 
said  that  it  was  probable  there  would  be  no  general  meeting 
before  September. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Court* 

ests  taken  from  Reporters  snd  Di(«t»  of  National  Reporter 
System,  published  by  West  Publishing  Co..  St   Paul.  Minn. 
Copynjht  by  West  Publishin(  Co.) 


LOSS  OF  OR  INJURY  TO  GOODS 

Allegations  Sufficient  to  Constitute  Cause  of  Action  Stated: 

(Court  of  Appeals  of  Georgia.  Division  No.  2.)  "A  petition, 
in  an  action  of  trover,  which  gets  out  a  description  of  the  prop- 
erty, and  its  value,  title  thereto  In  the  plaintiff,  possession  in 
the  defendant,  and  a  refusal  to  deliver  on  demand,  is  good 
against  general  demurrer."  Bank  of  Sparta  vs.  Butts,  1  Ga.  App. 
771  (1).  57  S.  E.  1061.  (American  Ry.  Express  Co.  vs.  Willis. 
Ill  S.  E.  Rep.  580.) 
Bailee  May  Maintain  Action: 

A  bailee  may  maintain  an  action  of  trover.  Mitchell  vs. 
Georgia,  etc..  Ry.,  Ill  Ga.  760,  36  S.  E.  971.  51  U  R.  A.  622.  See, 
also.  In  this  connection,  Harpes  vs.  Harpes.  62  Ga.  395. — Ibid. 
Petition  in  Trover  Against  One  to  Whom  Goods  Delivered  by 

Mistake  Held  Sufficient: 

The  petition  as  amended  having  described  the  property,  and 
stated  Its  value,  and  that  the  plaintiff  was  a  common  carrier,  and 
that  the  goods  described  were  regularly  received  Into  the  pos- 
session of  the  plaintiff  for  transportation,  and  were  delivered 
by  mistake  to  the  defendant,  and  that  the  defendant  refused  to 
deliver  the  goods  on  demand,  the  court  erred  In  dismissing  the 
petition  on  the  ground  that  It  was  Insufficient. — Ibid. 
Carrier  Must  Prove  Delivery  to  Consignees  or  Loss  of  Goods 

Without   Its  Default  on  Proof  That  Goods  Were  Loaded  Into 

Cars  and  Transported  Over  Its  Line: 

(Supreme  Court  of  North  Carolina.)     In  seller's  action  for 

of  goods  shown  by  waybill,  bill  of  lading,  and  wheel  report 
to  have  been  loaded  Into  and  transported  over  the  carrier's  line. 
It  had  the  burden  of  showing  that  goods  were  delivered  to  con- 
signees or  that  failure  to  deliver  was  not  by  Its  default.  (Acme 
Mfg.  Co.  vs.  Tucker  £  Nobles,  et  al..  Ill  S.  E.  Rep.  525.) 
Carrisr  Required  to  Notify  Consignees  on  Arrival  of  Goods  and 

Deliver  to  Them: 

Carrier,    having    received    goods    for    transportation,    must 
notify  consignees  on   the  arrival  of  the  shipment  and  make  de- 
livery to  them.— Ibid. 
Carrier     Properly     Made     Party     Defendant     in     Seller's    Action 

Against   Buyer*   Who   Denied    Having   Received   Goods   from 

Carrier: 

In  seller's  action  against  buyers  for  goods  shipped  and  con- 
signed to  buyers,  but  which  buyers  denl>-<i  having  received  from 
carrier.  It  was  proper  to  make  the  carrier  a  party  defendant. 

Ibid. 
Court  Erred  in  Rendering  Judgment  Without  Finding  on  Material 

Issue: 

In  seller's  action  against  buyers  for  goods  shipped  and  con- 
signed to  buyers  In  which  the  carrier  was  made  a  party  de- 

i.tnt  on  buyers'  denial  of  having  received  goods  from  carrier, 
It  was  error  for  the  court,  under  ('.  S.  »••<•  602,  to  render  a  Judg- 
ment adverse  to  seller  without  passing  u|xm  question  nf  whether 
the  carrier's  failure  to  deliver  the  goods  to  buyers  was  without 
default  on  carrier's  part.-  -Ibid. 

TELEGRAPHS  AND  TELEPHONES 

Damages  for  Error  in  Business  Message  Limited  to  Actual  Loss: 
(I'lnuiT  Court  of  Appeals,  Ninth  Circuit.)  A  cablegram 
from  bondon  to  plaintiffs  In  San  Francisco,  making  an  offer  for 
a  cargo  of  barley,  "Including  war  risk,"  was  changed  In  trans- 
mission by  defendant  telegraph  company.  BO  as  not  to  require 
plaintiffs  to  pay  the  war  risk  Insurance,  and  was  accepted  and 
barley  shipped  and  paid  for.  Later  plaintiffs  were  compelled 
to  pay  the  Insurance,  which  amounted  to  about  $7,000,  In  ac- 
cordance with  th>-  t'-rms  of  the  actual  offer,  and  brought  suit  for 
Its  recovery.  Held,  that  they  were  entitled  to  recover  for  actual 
damage*  sustained  by  reason  of  the  mistake,  but  that.  It  being 
admitted  that  they  made  a  profit  on  the  sale,  In  the  abseni  • 
evidence  that  they  could  have  sold  for  a  higher  price,  no  actual 
damages  were  shown  which  warranted  a  recovery.  (Hind  et 
al.  vs.  Western  Union  Telegraph  Co.,  278  Fed.  Rep.  730.) 

DELAY  IN  TRANSPORTATION  OR  DELIVERY 

Recovery  of   Damages  from    Delay   in   Transit  Allowed   Notwith- 
standing  Refusal  to   Pay  Transportation  Charges: 
(Supreme  Court  of  North  Carolina.)     An  action  for  damages 
lie*  against  a  carrier  for  delay  In  transit   with  resulting  Injury 
to  goods,  where  the  shipment  was  not  abandoned.  notwIUtstand- 
ine    plaintiff'*    refusal    to    pay    the    freight    and    other    charge* 
thereon.      (\V    J    Hra<l*haw  £   Co.  vs.  Boston  £   Maine  R.   K.  et 
at..  Ill  S.  E.  Rep    RI5:) 


CARRIAGE   OF    LIVE   STOCK 

Evidence    Held   to   Create   Presumption   That    Proper   Degree   of 

Care  Was  Not  Exercised  in  Transportation  of  Hog: 

(Supreme  Court  of  South  Dakota.)  In  shipper's  action 
against  express  company  for  damage  to  a  hog,  evidence  that  the 
hog  was  delivered  to  the  company  in  sound  and  good  condition, 
and  had  received  an  injury  during  transportation  when  not  ac- 
companied by  shipper  such  as  would  not  ordinarily  have  hap- 
pened if  the  required  degree  of  care  had  been  exercised,  held 
to  create  the  presumption  that  such  degree  of  care  was  not  ex- 
ercised, and  to  place  the  burden  of  proof  on  the  express  com- 
pany to  show  that  the  proper  degree  of  care  was  exercised. 
(Bates  vs.  American  Ry  Express  Co.,  187  N.  W.  Rep.  634.) 
A  Requested  Instruction  Not  to  Consider  a  Certain  Issue  Upon 

Which  There  Was  No  Evidence  Was  Properly  Refused: 

(Supreme  Court  of  New  Mexico.)  A  requested  instruction 
not  to  consider  a  certain  issue  upon  which  there  was  no  evidence 
was  properly  refused,  where  the  instructions  given  limited  re- 
covery to  another  issue.  (Rarey  vs.  McAdoo,  Director-General 
of  Railroads,  205  Pac.  Rep.  731.) 
It  Is  Proper  to  Refuse  Instructions  Not  Applicable: 

A  requested  Instruction  not  applicable  to  the  case  is  prop- 
erly refused. — Ibid. 
Evidence  of  the  Condition  of  Similar  Cattle  After  Leaving  Point 

tif  Shipment  Held  Relevant  as  to  Negligence  as  to  Shipment 

In  Question: 

Evidence  of  the  similarity  In  condition  of  cattle  of  plaintiff 
and  those  of  another  owner  in  the  same  shipment  at  a  designated 
point,  and  their  dissimilarity  after  leaving  that  point,  was 
relevant  and  admissible  on  the  issue  of  defendant's  negligence 
in  handling  plaintiff's  cattle  at  that  point. — Ibid. 
Testimony  of  Weights  from  Personal  Knowledge  Is  Primary 

Admissible  Evidence: 

Testimony  as  to  weights  of  cattle  at  destination,  based  on 
personal  knowledge.  Is  primary  evidence,  and  admissible. — Ibid. 
Part  of  Testimony  Contradicted  Fact  Admitted  by  the  Pleadings 

Properly   Excluded: 

A  portion  of  a  statement  of  a  witness  contradictory  of  a  fact 
admitted  by  the  pleadings  was  Immaterial  and  properly  excluded. 
-  Ibid. 


Miscellaneous  Decisions 

Traffic  Case*  Recently  Decided  by  State  and  Federal  Courts 

(Disjects  taken  from  Reporters  and  Difests  of  Nations!  Reporter 

System,  published  by  West  Publishing  Co.,  St    Paul,  Minn 

Copyright  by  West  Publtshinc  Co.) 


REGULATION    OF   COMMON    CARRIERS 

Interstate  Commerce  Commission's  Findings,  Supported  by  Evi- 
dence,  Are   Conclusive: 

(District  Court.  N.  I).,  Ohio,  E.  D.)  The  findings  of  the 
Interstate  Commerce  Commission  are  conclusive  on  the  court, 
if  supported  by  substantial  evidence. — Village  of  Hubbard,  O., 
vs.  United  States  et  al.,  278  Fed.  Rep.  754. 

Municipality    Can    Sue    to    Enjoin    Commission's    Order    Contra- 
vening  Franchise  Contract: 

In  view  of  the  Interstate  commerce  act,  section  13  (Comp. 
St..  sec.  8581),  permitting  municipal  corporations  to  apply  by 
petition  to  the  Interstate  Commerce  CommlsHlon  for  the  correc- 
tion of  certain  forbidden  practices,  and  conferring  on  the  Com- 
mission authority  to  Institute  Inquiries,  on  Its  own  motion,  or 
on  the  petition  of  any  carrier,  into  any  rate  or  fare  made  or 
Imposed  by  authority  of  any  state,  a  municipal  corporation, 
which  has  a  franchise  contract  with  a  transportation  railway 
company  fixing  the  rate  or  fare,  has  the  right  in  Its  corporate 
capacity  to  bring  suit  under  act  Oct.  22,  1913  (Comp.  St.,  sec. 
998).  to  restrain  the  enforcement  of  an  order  of  the  Interstate 
Commerce  Commission  establishing  different  rates,  especially 
where  the  corporation  might,  under  Gen.  Code  Ohio,  sections  4311, 
4312,  be  a  party  to  an  action  to  enjoin  a  violation  of  the  fran- 
chise or  to  enforce  its  terms.-  Ibid. 

Interstate  Commerce  Commission  I*  Not  Given  Jurisdiction  Over 
All  Interstate  Commerce: 

The  Interstate  commerce  act  does  not,  by  its  terms,  confer 

Jurisdiction   on    the    Interstate   Commerce   Commission   over   all 

Interstate  carriers  or  all   interstate,  commerce  or  traffic. — Ibid. 

Electric   Railways   Not   Subject  to    Interstate  Commerce,   Unless 

They    Possess    Characteristics    Specified    in    Transportation 

Act: 

Under  Interstate  commerce  act,  sec.  1,  as  amended  by  trans- 
portation act  of  1920,  making  the  act  applicable  to  carriers  en- 
gaged In  the  Interstate  transportation  of  passengers  or  property 
wholly  by  railroad,  which  was  the  same  in  that  respect  as  the 
language  of  the  original  act.  when  construed  with  amended 
section  13  of  the  act.  particularly  In  view  of  paragraphs  3  and  4 
thereof  and  sections  15a  and  20a,  which  are  added  by  sections 
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422  and  439,  respectively,  of  the  transportation  act  of  1920,  and 
with  title  4,  sec.  402,  par.  22,  title  2,  sec.  209,  and  title  3,  sec. 
300,  of  that  act,  an  electric  street  or  suburban  railway  is  not 
subject  to  the  Interstate  Commerce  Commission  unless  it  is 
being  operated  as  part  of  a  general  steam  railroad  system,  is 
engaged  in  the  general  business  of  transporting  freight  in  addi- 
tion to  its  passenger  and  express  business,  or  does  not  have,  as 
its  principal  source  of  operating  revenue,  urban,  suburban,  or 
tnterurban  passenger  traffic,  or  sale  of  power,  heat  and  light,  or 
both— Ibid. 
Electric  Interurban  Railway  Held  Not  "Operated  as  Part  of 

System  of  Steam  Railroads": 

An  interurban  electric  railway  which  had  two  connections 
with  a  steam  railroad  system  and  received  from  It  cars  con- 
taining carload  shipments  for  delivery  to  points  along  its  line 
from  the  steam  railroad,  but  was  not  related  in  management  to 
the  latter,  or  part  of  its  system,  was  not  operated  as  part  of  a 
general  steam  railroad  system  of  transportation. — Ibid. 
Interurban  Electric  Railway  Held  Not  Engaged  in  "General 

Transportation  of  Freight": 

Proof  that  an  interurban  electric  railway  carried  some  par- 
cels, designated  by  the  Commission  as  freight,  in  less  than  car- 
load lots,  but  the  receipts  for  which  did  not  exceed  5  per  cent 
of  its  gross  earnings,  and  the  service  was  more  nearly  like  that 
which  is  called  express  than  freight  traffic,  does  not  show  that 
the  railroad  was  engaged  in  general  transportation  of  freight,  in 
addition  to  its  passenger  and  express  business. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


"Default"  in  Charter  Party  Means  Failure  to  Comply  with  Agree- 
ment to  Complete   Loading: 

(District  Court,  D.,  Massachusetts.)  "Default,"  as  used  in 
a  charter  party  in  the  common  form,  does  not  mean  "fault," 
but  merely  failure  to  comply  with  the  agreement  to  complete 
loading  in  the  stipulated  time,  the  only  exception  being  vis  major 
or  its  equivalent. — P.  Dougherty  Co.  vs.  2471  Tons  of  Coal  ex 
Barge  Annapolis,  278  Fed.  Rep.  799. 
Losses  Caused  by  Government  Interference  Left  Where  They 

Fall: 

Generally  speaking,  losses  caused  by  government  interfer- 
ence with  the  performance  of  charter  parties  are  left  where 
they  fall,  and  are  not  to  be  transferred  from  one  person  to 
another,  unless  the  latter  has  contracted  to  take  the  risk  of 
them,  or  is  otherwise  obliged  to  do  so. — Ibid. 
Charterer  Does  Not  Warrant  that  There  Will  Be  No  Dentention: 

Charterer  does  not  warrant  that  there  shall  be  no  detention. 
—Ibid. 
Charterer   Held   Not  Liable  for   Detention  Through   Government 

Interference: 

A  charterer  of  a  ship  with  a  cargo  of  coal  held  not  liable 
for  delay  in  loading  caused  by  interference  of  the  government, 
preventing  the  obtaining  of  a  permit  to  load,  though  at  the  time 
of  the  making  of  the  charter  party  coal  was  under  government 
control. — Ibid. 
Charterer  Held  Liable  for  Delay  Caused  by  Congested  Condition 

of  Port  and  Action  of  Government: 

Where  government  held  up  loading  of  coal  for  some  time, 
and  the  harbor  became  congested  before  the  government  allowed 
permits  to  be  issued,  a  charterer  of  a  ship  with  a  cargo  of  coal 
was  liable  for  demurrage  after  the  permits  were  issued,  though 
the  government  retained  control  and  determined  the  order  in 
which  the  vessels  should  be  loaded. — Ibid. 
Owner  of  Barge  Held  Entitled  to  Limit  Liability  for  Loss  of 

Cargo: 

(District  Court,  D.,  Maryland.)  The  sinking  of  a  barge 
through  the  breaking  of  a  corroded  iron  discharge  pipe  from 
the  toilet  held  not  with  the  privity  of  knowledge  or  through 
the  negligence  of  the  owner  which  precluded  It  from  limiting 
Its  liability  for  loss  of  the  cargo.  It  appearing  that  the  use  of 
iron  pipes  on  such  barges  was  usual  and  not  considered  danger- 
ous, and  that  a  short  time  before  the  sinking  the  barge  had 
been  delivered  to  a  repair  yard  to  be  overhauled  and  such  re- 
pairs made  as  found  to  be  required. — Pocomoke  Guano  Co.  vs. 
Eastern  Transportation  Co.  et  al.,  278  Fed.  Rep.  745. 
Implied  Warranty  of  Seaworthiness  in  Oral  Contract  of  Carriage: 

The  implied  warranty  of  seaworthiness  of  a  barge  furnished 
on  oral  request  to  carry  a  cargo  does  not  stand  In  all  respects 
on  the  same  footing  as  an  express  warranty  by  the  owner,  and 
does  not  preclude  him  from  limitation  of  liability  for  loss  of 
cargo  through  unseaworthiness,  due  to  an  unknown  defect  not 
readily  discoverable,  and  the  failure  to  discover  which  was  not 
due  to  his  negligence,  but  to  that  of  a  repair  yard  employed  to 
overhaul  and  repair  the  barge. — Ibid. 


SHIP  SUBSIDY  LEGISLATION 

The  Traffic  World  Washington  Bureau 

Chairman  Lasker  of  the  Shipping  Board  said  May  19  that 
the  board  would  ask  that  an  amendment  be  written  into  the  ship 
subsidy  bill  amending  section  28,  of  the  Jones  act,  so  that,  in 
the  event  the  Interstate  Commerce  Commission  and  the  Shipping 
Board  concluded  that  application  of  the  section  would  be  injuri- 
ous to  any  port  or  ports,  even  though  adequate  shipping  facilities 
existed  within  the  meaning  of  the  section,  the  two  bodies  could 
suspend  the  operation  of  the  section  as  to  those  ports.  Such  an 
amendment  would  give  both  the  Board  and  the  Commission  more 
discretion  as  to  the  application  of  the  section  than  is  now  pos- 
sible, once  the  board  decides  that  adequate  shipping  facilities 
exist. 

Hearings  on  the  subsidy  bill  we.-e  concluded  May  19.  It  is 
planned  to  redraft  the  bill  and  introduce  it  in  the  House  the 
week  of  June  5  and  pass  it  before  the  middle  of  June.  Presi- 
dent Harding  is  counting  on  the  Senate  passing  the  bill  while  the 
tariff  bill  is  in  conference. 

President  Harding  and  the  Republican  leaders  in  Congress 
in  charge  of  the  ship  subsidy  bill  hope  to  see  the  measure  passed 
by  the  House  by  the  middle  of  June  and  passed  by  the  Senate 
while  the  tariff  bill  is  in  conference. 

At  the  conclusion  of  the  hearings  on  the  bill  the  joint  com- 
mittee decided  to  get  the  views  of  the  Department  of  State  as 
to  whether  or  not  proposed  sections  would  be  in  violation  of 
treaties  with  foreign  countries.  This  action  was  taken  on  sug- 
gestion of  Senator  Fletcher,  of  Florida,  who  called  attention  to 
the  fact  that  previous  shipping  legislation  had  been  found  to  be 
out  of  harmony  with  commercial  treaties. 

Section  34  of  the  Jones'  act,  calling  for  abrogation  of  treaties 
preventing  the  United  States  from  imposing  discriminating  ton- 
nage and  customs  dues  on  foreign  shipping,  was  not  enforced 
because  of  the  conflict  with  the  terms  of  the  existing  commercial 
treaties. 

Chairman  Lasker  said  it  was  possible  that  the  section  relat- 
ing to  American  flag  ships  getting  50  per  cent  of  immigration 
to  the  United  States  might  be  eliminated  and  enacted  into  law 
in  a  separate  measure  in  order  to  permit  the  House  immigra- 
tion committee  to  retain  control  of  the  subject  matter. 

At  the  closing  session  of  the  hearings  Edgar  Wallace,  appear- 
ing for  the  American  Federation  of  Labor,  opposed  the  subsidy 
on  the  grounds  set  forth  in  the  resolutions  adopted  by  the  execu- 
tive council  of  the  federation. 

The  ship  subsidy  program  of  the  Harding  administration  was 
indorsed  by  Charles  M.  Schwab,  former  Director-General  of  the 
Emergency  Fleet  Corporation,  after  attending  the  President's 
dinner  to  representatives  of  the  steel  industry.  He  said: 

I  am  heartily  in  favor  of  a  ship  subsidy.  I  am  heartily  in  favor 
of  the  plans  recommended  by  the  present  Shipping  Board  and  I  con- 
gratulate it  on  the  progress  it  has  made  in  the  matter  of  reorganiza- 
tion. It  is  essential  to  the  prosperity  of  this  country  that  we  have  an 
efficient  merchant  marine,  and  in  order  to  obtain  one  it  is  absolutely 
necessary  that  its  operators  receive  government  aid. 

I  have  always  been  in  favor  of  a  ship  subsidy  and  I  hope  that  the 
present  Congress  will  pass  the  bill  now  before  It. 


SHIPPING  BOARD  FOREIGN  OFFICES 

The  Traffic  World  Washington  Bureau 

Americanization  of  the  Shipping  Board's  European  organiza- 
tion, and  a  reduction  in  the  cost  of  maintaining  the  organization, 
is  reported  by  Joseph  E.  Sheedy,  former  European  manager 
and  now  acting  vice-president  of  the  Emergency  Fleet  Corpo- 
ration in  charge  of  operations. 

In  October,  1921,  when  Mr.  Sheedy  went  to  London,  he  said 
there  were  589  employes  with  an  annual  payroll  of  $926,000. 
The  personnel  has  been  cut  to  145  and  the  payroll  to  $460,000. 
Twenty-six  per  cent  of  the  force  was  Americans  last  October, 
he  said,  and  now  all  are  Americans,  with  the  exception  of  three 
interpreters.  Continuing,  Mr.  Sheedy  said : 

The  cream  of  the  European  organization  remains,  and  as  American 
lines  become  established  and  either  concentrate  or  open  their  own 
offices  abroad,  the  men  in  the  European  organization  of  the  Board  will 
prove  of  great  value. 

Our  whole  effort  was  to  build  an  organization  along  commercial 
lines,  putting  in  marine  superintendents  and  superintending  engineers 
in  each  district  and  combining  the  duties  of  the  port  representatives 
with  the  port  engineers,  whenever  possible,  as  our  work  now  becomes 
largely  a  matter  of  protecting  our  own  vessels. 

At  the  present  time  the  European  personnel  is  devoting  its  time  to 
the  elimination  of  claims,  improvement  in  methods  of  handling  car- 
goes, stowage,  etc.,  and  in  fact  developing  a  service  on  a  par  with  the 
best  lines  of  other  flags. 

Last  October  there  was  a  20  per  cent  differential  against  us  for 
cargo  insurance  on  nearly  all  west-bound  voyages.  This  differential 
has  been  eliminated  through  the  campaign  waged  with  the  active 
work  of  the  European  personnel  and  the  assistance  we  received  from 
the  Home  Office  in  Washington.  Today  our  ships  get  the  same  in- 
surance rates  as  our  competitors. 

Regarding  port  facilities  we  have  an  appropriated  berth  at  Til- 
bury and  one  at  Surrey  Commercial,  and  within  a  short  time  we  will 
have  an  additional  berth  In  the  Royal  Albert  docks,  all  in  London, 
giving  us  equal  facilities  with  our  competitors.  At  Liverpool  we  also 
have  one  berth  In  the  south  docks  and  have  just  been  allocated  one  in 
the  north  docks.  At  Antwerp  we  are  to  be  assigned  a  berth  in  the 
basin,  which  will  meet  our  requirements. 
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We  hare  all  felt  that  we  were  not  only  In  Europe  for  the  United 
States  Government,  but  for  any  ship  that  Me*  the  American  flag. 

On  and  after  January  flr»t  of  this  year,  the  whole  European  or- 
ganization waa  running  at  the  rate  of  1)0.000  per  year  leas  than  the 
London  office  coat  for  the  previous  11  months. 

Whatever  results  have  been  attained,  of  a  successful  character. 
have  been  solely  due  to  the  excellent  team  work  of  my  associates 
while  I  was  European  manager,  and  I  am  proud  of  the  way  they 
jumped  In.  regardless  of  effect  on  their  personal  fortunes,  and  built  up 
the  organization  which  exists  today. 

Every  effort  has  been  made  to  impress  upon  consignees  and  ship- 
pers that  American  ships  will  always  be  In  the  business,  and  that 
they  need  have  no  fear  that  the  service  will  not  be  steadily  Improving. 

The  various  trade  associations  In  England  and  on  the  Continent 
have  co-operated  with  us  and  have  all  expressed  themselves  as 
desirous  of  American  ships  remaining  In  the  North  Atlantic  trade. 
feeling  that  the  competition  offered  by  our  ship*  Is  the  best  thing  for 
all  lines  of  business.  They  have  not  only  so  expressed  themselves,  but 
have  assisted  us  with  the  port  authorities  to  get  the  same  facilities 
as  our  competitors. 

Damaged  cargo  claims  from  1918  on  aggregating  hundreds  of  thou- 
sand* of  dollars  have  been  adjusted  ana  few  now  remain.  By  this 
It  Is  not  meant  that  all  have  been  paid  but  Instead  that  some  action 
has  been  taken.  This  removes  the  principal  cause  of  complaint  about 
Shipping  Board  services  In  the  past,  namely,  that  those  bringing  claims 
could  not  get  satisfaction  heretofore.  Now  these  same  people  know 
where  they  stand.  Decision  may  be  favorable  or  otherwise,  but  at 
least  they  get  a  decision  promptly. 

We  must  maintain  our  regular  schedules.  Shipping  Board  vessels 
are  the  only  ones)  giving  regular  services  today,  and  these  services  we 
must  by  all  means  continue,  to  gain  success  In  the  future.  All  our 
ships  have  shown  considerable  Increase  In  their  share  of  return  busi- 
ness. and  by  continuing  alone  the  lines  planned  and  with  continued 
Improveroet  In  our  operating  personnel  we  are  bound  to  get  results. 
With  some  assistance  to  equalise  operating  costs  our  people  will  then 
be  In  a  position  to  get  our  fair  share  of  the  business.  ' 

MERCHANT  FLEET  NOW  COMPLETE 

Tkt  Trafu  WtrU   H-aikingto*  B»r,au 

"When  the  Bethlehem  Shipbuilding  Corporation.  Ltd.,  Spar- 
rows Point,  Bid.,  delivered  to  the  Emergency  Fleet  Corporation, 
to  be  operated  by  the  Munson  Line  in  South  American  service, 
the  new  515  passenger  and  cargo  steamer,  'Western  World,'  the 
greatest  shipbuilding  program  In  the  history  of  nations  waa 
completed,"  the  Shipping  Board  says,  in  a  statement  reviewing 
the  creation  of  the  war-time  merchant  flevt  of  the  I'nited  States. 

The  first  vessel  turned  out  was  the  "North  Bend,"  a  wood 
cargo  carrier,  turned  over  to  the  government  May  24,  1917. 
The  "Western  World"  bad  her  trial  trip  recently.  Between  the 
first  and  last  vessel  turned  oat,  a  total  of  2,312  vessels  were 
constructed,  a  total  of  13.636.711  deadweight  tons. 

"Today."  the  statement  said,  "more  than  one  thousand  of 
these  vessels  are  laid  up.  due  to  the  depressing  conditions  of 
the  world's  markets,  as  well  as  to  the  Inability  of  the  American 
operator  to  compete  with  his  foreign  competitors  from  the  stand- 
point of  expenses." 

The  statement  quoted  Chairman  Linker  in  an  appeal  for 
government  aid  for  the  fleet  In  which  he  stressed  the  need  for 
co-operation  between  the  Interior  and  the  various  coasts  of  the 
country  in  building  up  a  merchant  marine. 

The  statement  in  part  follows: 

The  vessels  built  during  and  after  the  war  consisted  of  requisi- 
tioned and  contract  steel,  cargo  carriers,  tankers,  refrigerator,  trans- 
port. collier  and  combined  passenger  and  cargo  carriers:  contract  wood 
cargo  carriers,  barges,  tankers,  finished  hulls  and  sailing  vessels: 
contract  composite  cargo  carriers:  contract  concrete  cargo  carriers 
and  tankers:  steel  and  wood  ocean  tugs  and  steel  and  wood  harbor 
tugs. 


carriers   of   241.1*0 


The  building  of  this  gigantic  fleet  was  not  confined  entirely  to  the 
fnlted  States.   Japan  constructing  10  steel    cargo   carrlei 
d.  w.  t..  and  China  4  steel  cargo,  carriers  of  4Q.OM  d.  w.  t. 

After 

program^by  MS  ships  of  4.778.MS  d.  w.  t  .  which  represented  approxl- 


.     .  .          .      .    . 

The  original  program   called  for  1.270  ships  of  U.407.I7*  d.  w.  t. 
r  the  armistice  all  construction  was  cancelled,  thus  reducing  the 


yet  to  be  la 


On  August  1.  1»17.  411  vessels  under  construct!. 
throughout  the  United  States  were  requisitioned  by  I 
Thirteen  of  the  number  were  released,  before  eompl< 


mately  50  per  cent  of  all  vessels  that  had  not  reached  a  degree  of  tiOMP 
pie  t  Ion  of  _  IS  or  N  per  cent,  and  more  than  one-half  of  the  vessels 

tlon  In  shipyards 
'  the  government. 

. pie  tlon.  to  former 

owners:  22  were  cancelled:  and  the  status  of  12  changed  from  requl- 
t  toned  to  contract  vessels,  thereby  leaving  a  total  of  184  requisitioned 
vessels  on  the  active  construction  program  of  the  corporation. 

The  wood  ship  program  of  the  corporation  had  reached  a  total  of 
1017  vessels  of  various  types  at  the  time  construction  was  curtallerl. 

-.Is  number  428  were  subsequently  cancelled.  474  were  completed. 
and  115  partially  completed. 

When  the  Emergency  Fleet  Corporation  adopted  the  plan  of  build- 
ing fabricated  ships  and  awarded  contracts  for  a  total  of  390  vessels, 
representing  l.tfi.OOO  d.  w.  t.  doubt  was  expressed  In  some  quarters 
as  to  the  success  of  this  type  of  construction,  which  was  a  radical 
change  from  the  accepted  methodn.  It  wa*  recognised,  however,  that 
by  bavins;  the  hull  steel  fabricated  at  the  bridge  and  structural  shops 
throughout  the  country  and  then  assemble.)  nt  the  shipyards,  a  con- 
siderable expansion  of  the  shipbuilding  Industry  waa  possible 

Many  of  these  vessels  have  been  In  continuous  service  for  a  long 
time,  and  the  results  show  that  they  have  proved  equally  as  service- 
able as  others  of  the  fleet,  and  their  utility  as  cargo  carrier*  has  been 
estah  Ished.  The  use  of  standard  parts  In  the  rnnctnirtlnn  of  these 
vessels  has  simplified  the  problem  of  repairs,  whether  of  a  minor 
nature  or  extensive  In  scope. 

To  the  Atlantic  coa»t  goes  the  distinction  of  having  turned  out 
the  greatest  numher  of  ships  and.  the  rreatent  amount  of  tonnnge.  On 
this  coast  were  hnllt  84"  vessels  of  5.H2S.W  d.  w.  t.  The  Pacific  coast 
was  second  with  7S»  vessel,  of  S.2S4.1SO  d.  w  t.  The  Orent  I.nke»  dls- 
was  third,  will 


San  Francisco  was  second,  with  a  grand  total  of  241  vessels  of 
2.051.500  d.  w.  t. 

Seattle  was  third,  with  305  vessels  of  2,010.350  d.  w.  t. 

Portland.  Oregon,  was  fourth,  with  213  vessels  of  1.192,650  d.  w.  t. 

If  all  the  vessels  on  the  program  were  placed  In  a  straight  line, 
stem  to  stern,  they  would  extend  for  a  distance  of  158  miles,  and  if 
steaming  a  mile-and-a-quarter  apart  would  reach  from  New  York  to 
Southampton,  England. 

The  total  deadweight  tonnage  is  equal  to  the  carrying  capacity  of 
388.3S3  freight  cars,  loaded  35  tons  per  car.  As  there  are  approxi- 
mately 2,800.000  freight  cars  in  the  fnlted  States,  nearly  one-seventh 
of  them  would  be  required  to  equal  the  carrying  capacity  of  the 
vessels. 

The  effect  of  the  shipbuilding  profirnm  upon  our  shipping  Is 
clearly  shown  in  our  Increased  share  of  the  carrying  trade  of  the 
world.  In  1914  commodities  to  the  value  of  1368.359.756  were  carried  in 
our  own  ships,  representing  9.7  per  cent  of  our  water-borne  foreign 
trade.  In  the  fiscal  year  beginning  June  20.  1920,  this  percentage  was 
Increased  to  44.8  per  cent,  and  the  value  of  the  imports  and  exports 
carried  In  American  bottoms  amounted  to  15.071.905.981.  This  exceeds 
by  far  the  total  value  of  our  water-borne  foreign  trade  in  1914,  repre- 
senting S3. 785.468. 512.  An  Industry  of  Immense  proportions  was  there- 
fore established  and  can  be  re-established  only  by  means  of  govern- 
ment aid. 


the 

•:••' 


The 


a  section    I*   awarded    the   honor*    for   turning  out 
•r  of  vessels  and   tonnage,   the   grand   total  " 
d.  w.  t. 


CHAMBER  OF  COMMERCE  ACTION 

Tin   Traffic   World   Washington  Bureau 

Among  the  resolutions  adopted  by  the  Chamber  of  Com- 
merce of  the  United  States  at  the  closing  session  of  its  tenth 
annual  meeting  in  Washington  were  the  following,  relating  to 
the  .transportation  act,  the  merchant  marine,  ocean  bills  of 
lading,  and  damages  by  government  vessels: 

Transportation  Act 

The  transportation  act  of  1920  placed  In  the  Interstate  commerce 
law  enactments  which  are  of  high  importance,  and  which  were  advo- 
cated by  the  chamber.  The  Interstate  commerce  act  as  It  now  stands 
should  not  be  amended,  and  none  of  Its  basic  provisions  should  be  re- 
pealed, until  there  has  been  more  opportunity  for  the  law  to  be 
tested  by  experience  under  more  normal  conditions  than  yet  exist. 
Opposition  should  be  continued  against  proposals  for  the  repeal  of  such 
basic  provisions  of  the  law  aa  confer  upon  the  Interstate  Commerce 
Commission  power  to  correct  Intrastate  rates  that  unreasonably  dis- 
criminate against  Interstate  commerce,  and  triv,-  the  Commission  the 
guidance  of  a  rule  for  rate-making  Intended  to  secure  for  the  public 
adequate  transportation  facilities  and  services. 

Ocean    Bills  of  Lading 

The  chamber's  Interest  In  bills  of  lading  upon  which  American  com- 
merce moves  has  been  continuous  since  the  chamber's  organisation. 
The  chamber  had  a  successful  part  In  advocating  federal  legislation 
which  deals  with  rights  and  liabilities  with  respect  to  bills  of  lading 
for  goods  moving  In  Interstate  and  foreign  commerce.  Delegates  from 
the  United  States  participated  In  the  first  gem-nil  meeting  of  the  In- 
ternational Chamber  of  Commerce,  and  were  active  in  securing  accept- 
ance of  the  method  of  voluntary  action  among  vessel  owners  and 
shippers  In  arriving  at  a  clear  codification  of  the  rights  and  liabilities 
which  should  arise  upon  bills  of  lading  used  for  ocean  shipments. 
The  need  of  such  a  codification  has  been  generally  recognized.  If 
there  Is  to  be  escape  from  confusion  caused  l.v  multiplicity  In  forms 
of  ocean  bills  of  lading,  with  consequent  losses  sustained  by  all 
classes  of  business  Interested.  This  method  of  voluntary  action  has 
now  been  used  In  formulation  of  the  Hague  Rule*,  1921.  The  cham- 
ber endorses  these  rules  Us  representing  a  step  In  advance  and  asks 
reas  to  enact  legislation  for  the  Hague  Rules  with  such  Interpre- 
tations as  may  be  deemed  necessary. 

Merchant  Marine 

The  chamber  reiterates  Its  advocacy  of  an  adequate  privately 
owned  and  privately  operated  merchant  marine  under  the  American 
Hag  as  a  necessary  safeguard  for  the  commercial  advancement  of  the 
1'nlted  States.  To  that  end  the  chamber  repeats  its  recommendations 
In  favor  of  the  aid  from  the  government  which  Is  essential  to  the 
maintenance  of  such  a  merchant  marine.  It  accordingly  asks  that 
Congress  expedite  consideration  of  legislation  which  has  In  view  the 
accomplishment  of  these  purposes. 

Damages   by   Government   Vessels 

In  view  of  the  wide  extension  of  government  ownership  and  opera- 
tion of  vessels  used  for  commercial  and  government  purposes,  the 
cS»im  of  the  right  of  sovereign  governments  to  be  exempt  from  suit 
for  damages  caused  to  privately  owned  property  gives  rise  to  great 
hardships  which  are  now  Imposed  upon  private  Individuals.  Means  for 
the  government's  speedy  collection  of  compensation  for  damages  done 
to  Its  vessels  by  private  vessels  very  properly  exist.  Corresponding 
mean*  should  be  provided  to  allow  owners  of  private  property  to  ob- 
tain the  compensation  whfch  by  every  principle  of  Justice  becomes  due 
to  them  from  the  government.  There  should  be  action  by  our  gov- 
ernment not  only  with  regard  to  Its  own  obligation  In  these  respects, 
but  also  for  the  purpose  of  having  other  governments  adopt  similar 
principles  as  to  damages  caused  by  their  vessels. 

Harding  on    Merchant    Marine 

In  an  address  at  the  cloning  session  of  the  convention,  Pres- 
ident Harding  referred  briefly  to  the  administration's  merchant 
marine  program. 

"There  is  no  thought  of  a  constructive  nature  in  the  mind 
of  the  administration  at  the  present  time  which  takes  rank  over 
the  desire  to  establish  firmly  and  successfully  a  merchant 
marine,"  said  he.  "I  do  not  know  of  a  nation  of  the  world 
that  ever  maintained  eminence  In  trade  unless  it  was  a  success- 
ful carrier  of  trade.  Just  now  the  American  republic  finds  itself 
In  an  unusual  condition.  Under  the  critical  conditions  of  the 
war  we  built  ships  and  ships  and  ships.  Peace  came  and  found 
us  the  owners  of  probably  the  second  largest  tonnage  In  the 
world,  and  we  found  the  government  In  business.  So  we  are 
asking  Congress  to  give  us  a  merchant  marine  law  under  which 
we  hope  to  get  the  government  out  of  business  and  under  which 
we  hope  to  put  America  in  a  position  of  eminence  on  the  seas." 

Frank  C.  Munspp,  president  of  the  Munson  Steamship  Line, 
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Freight  Thru  Friscoland! 

5256  miles  of  Frisco  Lines  make  possible  expedi- 
tious freight  service  to  all  points  in  Friscoland, 
that  vast  region  consisting  of  the  fastest  develop- 
ing parts  of  eight  great  states. 

t 

Red  Ball  Freight  Service 

"Special  Delivery"  freight  service  for  perishable  merchandise, 
livestock,  and  emergency  shipments,  is  provided  by  Red  Ball 
Freight  Service  which  has  preference  over  all  other  freight 
movements.  An  efficient  checking  system  enables  you  to 
keep  in  touch  with  your  shipment  en  route.  Further  informa- 
tion may  be  obtained  from  any  Frisco  Agent/ or  Freight 
I K  partment  representative. 


'Frisco  Freight  gets  them  quick" 


Geo.  F.  Macgregor 

General  Freight  A  it  cut 
Saint  Lout* 


S.  S.  Butler 

Pr«ifh«  Traffic  M«na<«r 
Saint  I-oui. 


X^^"* —  ^Freifbi  Arrnt.  Prl 

Linn.    M.  Loull.  Mo. 


To  Mr.  C«>.  P. 
M»crrrf»r.  General 
Arrni.  Priico 


am  interested  in  the 
Fritco  territory.     Pleaje 
me   a    free    copy    of 
wall  map. 
detk  map. 
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speaking  on  the  merchant  marine  from  the  standpoint  of  the 
ship  operator,  said  he  believed  the  government  could  dispose 
of  Its  tonnage  within  two  years  after  the  enactment  of  the  ship 
subsidy  bill.  He  asserted  that  private  operation  and  ownership 
should  be  stimulated  by  every  means  possible.  He  discussed 
the  need  of  a  subsidy  because  of  the  higher  operating  costs  on 
American  ships. 

J.  I*.  Ackerson,  vice-president  of  the  Merchant  Shipbuilding 
Company,  discussed  the  merchant  marine  from  the  point  of  view 
of  the  shipbuilder.  He  did  not  believe  that  world  shipping  con- 
ditions would  return  to  its  "past  war  normal  proportions"  for 
from  three  to  five  years.  He  believed  that  in  that  period,  how- 
ever, there  would  be  an  increasing  demand  for  ships  and  that 
increased  shipbuilding  would  result. 

"In  sum,"  said  he,  "the  prospects  of  American  shipbuilding 
in  the  immediate  future  are  not  bright.  When  viewed,  however, 
over  a  longer  period,  say,  of  from  three  to  five  years,  they 
appear  brighter  than  in  any  normal  period  since  the  Civil  War." 


REPEAL  SECTION  28 

The  executive  committee  of  the  Texas  Chamber  of  Commerce 
has  adopted  the  following: 

Whereas,  Section  No.  28  of  the  Shipping  Act,  otherwise  known 
as  the  Jones  bill,  would  place  a  penalty  upon  commerce  moving  in 
bottoms  not  sailing  under  the  American  flag  or  registry,  if  and  when 
this  law  takes  effect,  in  that  it  would  prohibit  the  application  of  rail 
transportation  rates  less  than  the  local  or  domestic  rates  to  or  from 
the  ports  of  the  United  State*  on  commerce  transported  in  vessels 
sailing  other  than  the  American  flag,  while  permitting  the  application 
of  lower  or  export  rates  to  commerce  transported  in  bottoms  of 
American  registry,  and 

Whereas,  Such  lower,  or  export  and  import  rates,  are  frequently 
vitally  necessary  to  enable  our  manufacturers  and  shippers  to  compete 
with  those  of  other  nations  in  the  markets  of  the  world  and  thus 
materially  contribute  to  the  prosperity  of  the  United  States  and  its 
citizens,  and 

Whereas,  While  we  believe  that  ships  under  the  American  flag 
should  be  utilized  wherever  possible  to  do  so  without  imposing  a 
burden  on  our  commerce,  to  our  detriment  and  to  advantage  of  the 
commerce  of  other  nations,  we  do  not  believe  the  American  Merchant 
Marine  at  this  time  is  such  as  to  afford  adequate  facilities  for  the 
free,  full  and  unrestricted  movement  of  commerce  so  necessary  to 
the  proper  development  of  our  foreign  trade,  and 

Whereas,  Under  such  conditions  we  believe  the  penalty  sought  to 
be  imposed  upon  the  'ships  of  other  nations  making  our  ports  would 
react  unfavorably  against  our  trade  with  the  countries  affected 
thereby,  which  situation  should  not  be  brought  about,  and 

Whereas,  So  long  as  this  section  is  a  part  of  the  law  it  will  con- 
tinue to  create  confusion  and  uncertainty,  unless  the  law  should  be 
made  effective  through  refusal  of  the  Shipping  Board  to  make  certi- 
fication, as  provided,  to  the  Interstate  Commerce  Commission,  all  of 
which  creates  a  condition  destructive  to  our  foreign  trade  interests, 

Now,  Therefore.  Be  It  Resolved.  By  the  Texas  Chamber  of  Com- 
merce, that  the  best  interests  of  the  country  demand  a  stable 
situation  to  govern  the  handling  of  our  international  commerce,  and 
which  situation  cannot  exist  or  be  brought  about  under  the  terms  of 
this  section,  and.  therefore,  Section  No.  28  should  be  repealed. 

SOUTHERN  PACIFIC  RATE  REDUCTIONS 

Instructions  to  reduce  the  rates  on  183  schedule  C  commodi- 
ties, from  New  York  piers,  via  the  Southern  Pacific  rail  and 
water  lines,  to  defined  transcontinental  territory,  are  contained 
in  a  letter  written  to  R.  H.  Countiss,  agent,  Transcontinental 
Freight  Bureau,  by  L.  J.  Spence,  director  of  traffic,  Southern 
Pacific  Company,  and  made  public  by  the  bureau,  May  22.  The 
letter  comes  as  a  confirmation  of  the  statement  made  by  F.  H. 
Plaisted,  assistant  director  of  traffic,  Southern  Pacific,  at  the 
hearing  on  I.  and  S.  1511,  held  in  Chicago  in  April  (see  Traffic 
World,  April  22,  p.  877).  That  case  involved  the  proposal  to 
reduce  the  rates  on  nine  specified  commodities  from  New  York 
to  Southern  Pacific  destinations  in  the  West  to  the  basis  of 
the  group  D  rates,  thus  placing  them  on  a  parity  with  the  rates 
from  Chicago  to  the  same  destination  territory.  At  the  hearing 
Mr.  Plaisted  admitted  that  the  nine  items  contained  in  the  sus- 
pended supplement  were  only  the  "entering  wedge"  of  a  de- 
termined effort  on  the  part  of  the  Southern  Pacific  to  capture 
some  of  the  tonnage  alleged  to  be  moving  via  the  Canal.  He 
said  that  like  reductions  would  be  attempted  on  all  schedule  C 
commodities  susceptible  to  water  competition. 

Mr.  Spence's  letter,  which  was  published  by  the  bureau  as 
rate  advice  No.  1019,  says: 

We  find  the  commodities  listed  below  moving  in  substantial  vol- 
ume from  seaboard  territory  to  Pacific  coast  via  canal. 

In  the  next  supplement  to  Transcontinental  Westbound  California 
tariff  you  will  please  establish  Group  D  rates  from  New  York  piers 
via.  Southern  Pacific-Atlantic  Steamship  Lines,  Galveston  and  Southern 
Pacific  rail  lines  to  California  terminals,  and  to  other  points  now 
taking  the  same  rates  as  maximum  on  the  following  items  (the 
commodities  shown  are  all  in  carloads): 

Agricultural  implements,  classified  Class  A;  binders,  etc.;  blowers, 
etc.;  engines,  traction,  etc.;  agricultural  implements,  hand;  asbestos 
and  Insulating  material:  bags  and  bagging;  bags,  cotton;  bags,  cement; 
baking  powder;  saleratus;  brass,  bronze  or  copper  goods;  bed  parts 
(brass.  Iron  or  steel):  tubes,  brass;  carpets  and  rugs:  matting  and 
mats:  clay;  foundry  facings:  tile  and  brick;  clothing,  oil  skin;  rubber 
rings:  rubber  clothing:  clothes  pins:  wooden  bathtub  rims,  etc.  wash- 
boards, woodenware;  chocolate,  etc.;  cocoa  beans;  coffee,  roasted;  cool- 
Ing  room  material:  refrigerators:  dressing  or  blacking;  drugs;  licorice; 
magnesium:  malted  milk;  potash,  chlorate  of:  cotton,  darning,  etc.; 
Jtterics,  electric,  etc.;  cells,  dry  battery;  pole  line  material;  flsh. 
ailed,  etc.:  foods  (animal  or  poultry),  etc.;  dates,  figs,  etc.:  bottles, 
Klaus,  etc.;  glassware:  glass,  rough  rolled,  etc.;  glass,  window;  axle 
grease;  oil,  petroleum,  etc.;  grind  stones;  slate,  roofing;  hinges  and 


pulleys;  butts  and  hinges:  boilers,  range;  boilers,  sectional;  boilers  and 
radiators;  furnaces;  radiators;  radiators  and  boilers:  stoves,  etc.; 
stoves,  gas,  etc.;  stove  pipe:  stove  furniture;  stove  pipe,  nested;  belt- 
Ing.  etc.;  steam  heating  apparatus;  ink  and  mucilage;  architectural 
iron  or  Bteel;  doors,  ateel,  rolling,  etc.;  fencing.  Iron;  hydrants,  fire 
plugs,  etc.;  siphons;  sad  Irons;  anchors;  wire  cloth;  fencing;  balls, 
crushing  or  grinding;  castings  and  forgings;  bar  iron,  etc.;  bands,  rods. 
etc.;  bands,  shingle;  rods,  wire;  wire  lathing;  structural  iron;  chain; 
billets  and  blooms;  bolts,  nuts,  etc.;  horse  shoes;  ceiling  and  roofing; 
corrugated  iron;  crowbars,  etc.;  saws,  etc.:  coils,  pipe;  conduits,  iron; 
conductor  pipe,  etc.;  pipe,  wrought  iron;  pipe,  cast  iron;  pipe  fittings; 
tubing;  iron  plate  and  sheet;  ship  plates;  iron,  sheet,  etc.;  iron  plan- 
ished; nails  and  wire;  spikes,  ship  and  boat;  nails,  horseshoe;  shaft- 
Ing,  plain;  creamery  machinery;  machinery  taking  Class  A;  machinery, 
sugar  making;  cams,  dies,  shoes,  etc.;  crushers,  etc.;  washing 
machines;  sucker  rods;  pumps;  vault  furniture;  Iron  safes;  leather, 
artificial;  lye  (concentrated);  soap,  etc.;  macaroni,  £tc.;  marline  and 
oakum;  meters,  water;  pianos,  organs,  etc.;  pianos;  nuts,  edible;  oil- 
cloth (other  than  floor);  oil,  cottonseed,  etc.;  oil,  linseed;  oils,  lubricat- 
ing; books,  wrapping  paper,  etc,;  books,  blank,  etc.;  paper  bags  and 
wrapping  paper;  wrapping  paper,  glazed,  etc.;  boxes,  pulpboard;  boxes, 
strawboarcl,  etc.:  building  paper,  etc.;  board,  straw  or  chip;  straw- 
board,  etc.;  paper  towels,  etc.;  paper,  blotting,  toilet,  book,  etc.;  paper, 
toilet  and  toweling;  paper  labels:  wallpaper;  tablets,  etc.;  aper,  book 
and  news;  sizing;  pickles  and  table  sauces;  tubs,  cement,  etc.;  tubs, 
earthenware,  etc.:  tubs,  iron  or  steel,  etc.;  laundry  tubs,  etc.;  cyanide; 
earthenware  and  stoneware;  car  material;  car  and  switch  materials;  air 
brake  equipment,  etc.;  brake  shoes;  car  wheels;  roofing,  prepared;  rub- 
ber hoots  and  shoes;  scales,  etc.:  seeds;  sewing  machines;  shot; 
starch;  syrup;  glucose;  talking  machines  and  records;  stamped  ware, 
do.;  rubber  tires,  solid;  toys;  waste  cotton,  etc.:  cable,  copper,  etc.; 
wire  rope  and  cable;  wooden  dishes;  rails;  fastenings. 

Routing  is  to  be  confined  to  Southern  Pacific  Co.-Atlantic  Steam- 
ship Lines  and  Southern  Pacific  rail  lines  via  Galveston  or  New 
Orleans,  except  rates  may  also  be  applied,  if  those  lines  are  agreeable 
thereto,  via  California  junctions  to  points  on  A.  T.  &  S.  F.,  Western 
Pacific  and  Union  Pacific  System  lines  in  California. 

These  rates  should  be  applied  to  destinations  on  the  Southern 
Pacific  and  subsidiary  lines,  which  include  Arizona  Eastern,  Pacific 
Electric,  Visalia  Electric  and  Peninsular  Ry..  also  to  points  on  the 
Northwestern  Pacific  if  A.  T.  &  S.  F.  agreeable. 

The  following  items  are  shown  in  Westbound  Tariff  IT,  carrying 
rates  from  Group  D  and  west  and  no  through  rates  from  points  east 
of  Group  D:  Barytes,  roofing  tile,  stone  (artificial),  earthenware  and 
stoneware. 

Group  D  rates  should  be  applied  on  these  items  from  New  York 
piers  via  Southern  Pacific  Co.-Atlantic  Steamship  Lines. 

The  following  are  typical  examples  of  the  reductions  pro- 
posed : 

Group  A  rates    Group  D  rates 

Agricultural   implements,   Class  A..  C.  .$3.08 

Carpets   and   rugs  .................................  2.66 

Woodenware 
Structural    iron 
Paper,  book  and  news 


2'33% 
2.75% 
i  ,-)SV7 


,  ........................... 

Rails   and    fastenings  .......................  (ton)  41.06%  33.60 

I.  and  S.  1511  is  set  for  argument  before  the  Commission  at 
Washington,  in  connection  with  the  argument  on  the  transconti- 
nental cases  of  1922,  June  1  and  2.  At  the  offices  of  the  bureau 
it  was  said  that  the  reductions  would  be  published  "as  soon  as 
practicable."  It  may  well  be,  however,  that  it  will  be  impos- 
sible to  do  so  before  the  Commission  rules  on  the  I.  an.d  S 
proceedings.  In  that  case,  whatever  action  the  Commission 
takes  will,  of  course,  govern  the  course  to  be  followed  with  the 
additional  items. 


SHIPPING    BOARD   APPOINTMENTS 

The  terms  of  Commissioners  Meyer  Lissner  and  W.  S.  Ben- 
son, of  the  Shipping  Board,  who  were  appointed  by  President 
Harding  for  terms  of  one  year  each,  expire  June  13.  So  far  no 
candidates  for  the  places  have  appeared,  and  it  is  understood 
reappointment  would  be  acceptable  to  both.  Mr.  Lissner  is  a 
Republican  and  represents  the  Pacific  coast,  his  home  being  in 
Los  Angeles.  Admiral  Benson  was  appointed  as  a  Democrat 
from  Georgia. 


SMYTH  AND  ARON   RESIGN 

Announcement  was  made  this  week  by  Nathan  A.  Smyth 
general  counsel  of  the  Shipping  Board  Emergency  Fleet  Corpora- 
tion, that  he  had  resigned,  effective  June  1.  Announcement  also 
was  made  of  the  resignation  of  H.  G.  Aron,  special  counsel  in 
receivership  matters.  Both  attorneys  will  be  members  of  the 
firm  of  Lee,  Smyth,  Aron  and  Wise  of  New  York  City. 


SUSPENDED  TARIFFS  WITHDRAWN 

Representatives  of  the  Frisco  lines  appeared  at  the  hear- 
ing on  I.  and  S.  1550,  diversion  and  reconsignment  regulations 
at  stations  on  the  St.  L.-S.  F.,  before  Examiner  T.  John  Butler 
in  Chicago,  May  26,  and  agreed  to  withdraw  the  objectionable 
tariffs,  which  contained  regulations  regarding  shipments  of 
watermelons  that  were  displeasing  to  shippers.  It  was  stipu- 
lated that,  should  the  carriers  neglect  to  make  formal  applica- 
tion for  withdrawal  to  the  Commission  within  15  days  the 
Commission  might  cancel  the  tariffs. 


MAP    OF    FRISCO    LINES 

The  St.  Louis  &  San  Francisco  Railroad  announces  that 
shippers  may  obtain,  free,  either  wall  maps  or  desk  maps  of 
Frisco  Lines  by  application  to  Geo.  F.  Macgregor  General 
Freight  Agent,  St.  Louis,  Mo. 
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COAL  DIVISIONS  TO  L.  &  N. 

Editor  The  Traffic  World: 

The  article  headed  "Coal  Divisions  to  L.  &  N.,"  appearing 
on  page  1012  of  your  issue  of  May  6,  1922,  contains  the  follow- 
ing statement: 

The  shippers  who  forwarded  their  coal  on  rate*  Increased  only 
11 H  per  cent  cannot  be  made  to  pay  the  higher  rates  the  Ixmlnville 
A  Nashville  says  the  Commission  Intended  It  to  have,  but  Us  applica- 
tion sunests  the  railroads  north  of  the  Ohio  can  be  made  to  pay  the 
Increased  divisions,  It  the  Commission  will  Issue  the  necessary  order. 

Such  Is  not  the  purpose  of  the  petition  which  the  Louisville 
IL  Nashville  has  filed  against  the  Michigan  lines. 

The  controversy  is  simply  this:  From  August  25,  1920,  to 
March  2,  1921.  Inclusive,  the  L.  ft  N.'s  rates  to  Michigan  points 
and  other  northern  territory  carried  only  a  33Vj  per  cent  In- 
crease. The  purpose  of  the  petition  la  to  require  the  Michigan 
lines,  on  business  moving  during  that  period,  to  accept  a  38% 
per  cent  Increase  In  their  August  25  proportions. 

Effective  March  3.  1921.  under  authority  of  the  Commission 
In  I.  and  8.  Docket  No.  1214,  our  rates  were  revised  on  basis 
of  a  40  per  cent  Increase  over  the  August  25,  1920  figures.  The 
petition  contemplates  that  from  and  after  March  3,  1921,  the 
Michigan  lines  shall  be  compelled  to  accept  a  40  per  cent  in- 
crease In  their  August  25,  1920,  proportions. 

As  I  understand  the  position  of  the  Michigan  lines,  they 
would  receive  considerably  more  than  their  August  25  propor- 
tions plus  40  per  cent,  regardless  of  the  percentage  rate  of 
Increase  applied  to  the  through  rates. 

The  Chesapeake  It  Ohio,  Norfolk  *  Western,  and  Baltimore 
ft  Ohio  railroads  have  filed  a  similar  complaint  against  the 
Michigan  lines,  Insisting  that  they  be  required  to  accept  a  40 
per  cent  Increase  from  and  after  August  26,  1920,  on  which  date 
the  through  rates  of  those  line*  were  Increased  by  the  same 
percentage. 

In  principle,  there  Is  no  difference  between  the  contentions 
of  the  Louisville  ft  Nashville  and  the  Chesapeake  &  Ohio,  Nor- 
folk *  Western,  and  Baltimore  ft  Ohio  railroads.  All  that  these 
roads  are  asking  is  that  the  Michigan  lines  shall  not  be  allowed 
a  greater  percentage  of  Increase  in  their  August  25  proportions 
than  was  applied  to  the  total  rate*. 

3.  M.  Dewberry,  General  Coal  ft  Coke  Agent. 

L.  ft  N.  R.  R.  Co. 

Louisville.  Ky.,  May  18,  1922. 


PROMPT  PAYMENT  OF  CLAIMS 

Editor  The  Traffic  World: 

The  writer  has  read  with  Interest  articles  written  by  various 
traffic  managers  -regarding  the  prompt  payment  Of  claims*,'  and 
would  like  to  mention  that  the  service  given  us  by  the  New 
York  Central  and  New  York,  Ontario  ft  Western  railroads  ha* 
been  worthy  of  considerable  praise.  In  only  two  cases  do  I 
remember  where  claims  filed  with  these  railroads  have  been 
held  more  than  30  days,  and  nine  out  of  ten  have  been  paid 
within  ten  to  fifteen  days. 

Referring  to  Mr.  3.  A.  Scbroeder's  article  In  your  publica- 
tion of  May  20,  I  agree  with  him  that  If  the  claimant  Is  endeav- 
oring to  put  something  over  on  the  railroad  company  his  claims 
undoubtedly  will  be  held  up  for  considerable,  examination, 
whereas,  If  the  claimant  files  perfect,  legitimate  and  honest 
claims  with  the  railroad  (and  they  know)  he  will  find  that  the 
railroads  will  make  prompt  payments. 

Atterbury  ft  McKelvey, 
Thomas  Dudley,  Traffic  Manager. 

New  York.  N.  Y.,  May  22,  1922. 


STOCK  YARDS  CO.  INITIAL  CARRIER 

Editor  The  Traffic  World: 

We  are  Interested  in  Inviting  the  attention  of  railroad  law- 
yers and  shippers  to  the  decision  of  the  supreme  court  of  Ne- 
braska In  the  case  of  Mayhall  ft  Neible  vs.  Union  Stock  Yards 
Company  to  be  the  Initial  carrier  under  the  Carmack  amendment. 
reported  In  184  North  Western,  page  326,  which  is  now  pending 
nn  an  appeal  from  the  supreme  court  of  Nebraska  to  the  su- 
preme court  of  the  United  States. 

No  one  has  noticed  that  this  opinion  holds  the  Stock  Yards 
Company  to  the  initial  carrier  under  the  Carmack  amendment. 
The  effect  on  the  transportation  system  of  the  country  Is  extra- 


ordinary. The  case  is  almost  without  precedent  in  the  reports. 
The  Stock  Yards  Company  does  nothing  more  than  local  switch- 
Ing  between  the  railroad  freight  yards  and  the  unloading  pens 
at  the  stock  yards.  It  Issues  no  bills  of  lading  and  Is  paid  for 
its  service  by  the  trunk  line  carrier.  Nevertheless,  the  supreme 
court  of  Nebraska  holds  that  it  is  the  initial  carrier  and  subject 
to  all  penalties.  If  this  decision  is  to  become  the  law,  it  frees 
all  the  trunk  line  carriers  from  their  liability  as  initial  carrier 
for  all  property  which  Is  first  handled  by  terminal  switching  car- 
riers, and,  on  the  other  hand,  it  imposes  on  all  terminal  switch- 
ing carriers  the  heavy  burdens  created  by  the  Carmack  amend- 
ment. The  supreme  court  of  Nebraska  does  not  give  any  reasons 
in  its  ^opinion,  and  for  this  reason,  probably,  annotators  have 
overlooked  it.  But  the  issue  was  squarely  presented  to  them  and 
the  judgment  was  that  the  Stock  Yards  Company  was  liable  as 
initial  carrier  under  the  Carmack  amendment  without  proof  of 
negligence,  so  that  the  law  is  established  so  far  as  the  state  of 
Nebraska  is  concerned. 
Omaha,  Neb.,  May  18,  1922.  Dana  VanDusen. 


SIMPLIFICATION  OF  TARIFFS 

Editor  The  Traffic  World: 

Just  why  should  commercial  traffic  managers  worry  because 
tariffs  are  complicated?  Specializing  in  one  or  a  few  commodi- 
ties, we  have  all  the  advantage  when  arguments  arise.  The 
more  complicated  the  tariffs  the  more  difficult  it  is  for  billing 
clerks,  revising  clerks,  overcharge  claim  clerks,  and  even  traffic 
officials,  to  stay  right  And,  by  the  same  token,  the  easier  it  la 
for  us  to  put  across  our  own  interpretations. 

Complicated  tariffs  supply  the  fun,  Their  simplification 
would  lose  for  us  our  zest,  our  interest,  and  finally  our  jobs. 

Who  wants  more  entertaining  reading  than  to  be  found  in 
such  tariffs  as  Southwestern  Lines'  Series  15  and  45T  To  me 
they  are  as  the  classics,  never  palling.  And  I  compare  them 
favorably  with  Wells'  Outline  of  History. 

N.  C.  ft  St.  L.  and  N.  ft  W.  lumber  tariffs  have  been  criti- 
cized because  they  show  only  the  factors  to  and  beyond  the  gate- 
ways. If  reissued  to  show  the  specific  through  rate  in  each  in- 
stance both  the  origin  and  destination  station,  instead  of  be- 
ing shown  once,  must  be  repeated  many  times.  Will  the  lay 
shipper,  with  this  greatly  Increased  tariff  bulk,  find  It  any  easier 
to  extract  the  rate?  Will  the  added  expense  be  commensurate 
with  the  added  benefit  to  the  shipping  public? 

There  Is  no  objection  to  tariff  simplification,  providing  al- 
ways that  the  additional  expense  is  kept  within  the  proper  ratio 
of  increased  public  benefit  Many  tariffs  are  quite  unnecessarily 
involved  but  I  believe  anyone  who  has  had  actual  experience 
in  tariff  compilation  will  hesitate  to  condemn  them.  I  suspect 
the  criticism  comes  from  those  who  have  not  had  such  experi- 
ence. Certainly,  I  have  not  seen  any  constructive  or  helpful 
criticism. 

'.t  the  top  of  a  list  of  agency  publications  showing  progress 
In  simplification  combined  with  economy  of  space  I  should  place 
Speiden's  issues.  His  tariffs  130  and  131  may  well  serve  as 
models  for  all  tariffs  of  similar  scope.  At  the  top  of  such  a 
list  of  Individual  publications  I  should  place  the  criticized  N.  C. 
ft  St.  L.  and  N.  ft  W.  Issues.  Meanwhile,  I  think  nothing  will 
come  of  the  bottle-fed  tendency  and  effort  to  revolutionize  rad- 
ically existing  methods  of  stating  rates. 
Augusta,  Qa.,  May  18,  1922.  E.  W.  Matthews. 

MISQUOTATION  OF  RATES 

Editor  The  Traffic  World : 

I  have  read  with  Interest  the  article  appearing  in  issues  of 
May  ]  3  written  by  Edward  P.  Byars  and  fail  to  determine  the 
basis  for  his  argument  that  the  passage  of  the  proposed  bill  with 
reference  to  this  subject,  would  be  dangerous  to  Industrial 
competition. 

Assuming,  as  Mr.  Byars  states,  that  a  manufacturer  who  has 
received  a  written  rate  quotation  is  succesdful  In  his  bid  against 
a  competitor,  It  does  not  necessarily  follow  that  his  success  is 
attributed  to  his  rate  quotation.  It  is  more  than  probable  that 
his  cost  of  production  and  other  expenses  are  lower  than  his  com- 
petitor, and,  therefore,  the  slight  variation  In  the  freight  rate  In 
the  event  that  it  is  erroneous,  would  not  materially  affect  his  bid, 
the  rate  quoted  is  higher  than  the  published  legal  rate. 
This  argument  Is,  In  my  opinion,  purely  a  matter  of  conjecture, 
the  point  at  issue  being  that  under  the  present  provision  of  the 
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act  to  regulate  commerce,  the  shipper  is  compelled  to  assume  a 
deficit  which  has  accrued  on  account  of  carriers'  error,  which  is, 
in  some  cases,  not  discovered  until  two  or  three  months  later  and, 
incidentally,  after  settlement  has  been  effected  between  the  ship- 
per and  his  customer. 

I  admitted  in  one  of  my  previous  comments  on  this  subject 
that  it  was  a  complex  situation,  but  still  adhere  to  my  contention 
that  a  rate  quotation  in  writing  should  be  acceped  as  a  bona  fide 
contract  for  transportation  services  rendered,  and  that,  where  ab- 
solute proof  is  submitted  where  the  shipper  would  suffer  loss, 
there  should  be  some  provision  made  for  the  carrier  to  assume 
the  deficit  resulting  from  his  own  error. 

B.  Scrivener, 

Acheson  Graphite  Company. 
Niagara  Falls,  N.  Y.,  May  22,  1922. 

Editor  The  Traffic  World: 

A  number  of  articles  have  appeared  recently  under  the 
caption  of  "Misquotation  of  Rates,"  and  opinions  seemed  to  be 
equally  divided;  however,  the  ones  that  are  pressing  the  issue 
to  have  a  law  enacted  to  impose  a  fine  on  the  carriers,  or  the 
rate  clerks,  have  not  considered  the  fact  that  there  are  any 
number  of  Instances  where  there  is  no  through  ra/e  from 
points  of  origin  to  destinations;  therefore,  the  cheapest  com- 
bination is  applicable.  I  have  in  mind  a  point  in  this  state 
where  there  are  no  through  rates  on  cotton  to  New  Orleans,  La., 
but  there  are  three  combination  rates  available,  each  one  dif- 
ferent from  the  other — that  is  to  say,  three  separate  rates,  and 
the  cheapest  of  the  three  rates  is  a  triple  combination.  Sup- 
pose the  carriers  were  called  on  for  a  rate  between  the  points 
mentioned  above,  and  the  rate  clerk  making  the  quotation 
should  overlook  this  triple  combination,  which  I  might  state 
is  a  difficult  one;  should  he  or  the  carriers  be  subjected  to  a 
heavy  fine? 

The  remedy  seems  to  lie  with  the  carriers  to  work  out 
some  plan  whereby  freight  tariffs  can  be  simplified  and  con- 
densed. I  think  any  number  of  traffic  men  will  agree  with  me 
when  I  say  that  the  man  that  is  conversant  with  freight  rates 
today  is  dead,  and  buried. 

J.  R.  Burch,  Traffic  Manager, 
Latham-Bradshaw  Cotton  Co. 

Greensboro,  N.  C.,  May  23,  1922. 


Berry,  inspector  of  passenger  train  service,  at  St.  Paul;  J.  A. 
Mercer,  trainmaster,  Livingston,  Mont.;  Otto  F.  Ohlson,  assist- 
ant superintendent,  Billings,  Mont. 


SELF-CLASSIFYING  BILL  OF  LADING 

Editor  The  Traffic  World: 

For  the  purpose  of  assisting  billing  clerks  in  freight  offices, 
obtaining  proper  classification,  preventing  overcharges,  saving 
time,  and  in  the  interest  of  general  efficiency,  I  have  designed 
and  put  into  use  a  modification  of  the  standard  bill  of  lading 
form,  applying  to  our  own  business.  This  printed  form  shows 
a  list  of  the  articles  usually  shipped  daily  from  our  house.  Be- 
sides being  properly  described,  in  accordance  with  the  classifica- 
tion, the  articles  are  grouped  by  classes,  the  groups  being  sep- 
arated by  a  black  line.  Each  group  carries  an  appropriate  head- 
ing. When  the  shipping  order  is  accepted  by  the  checker  at  the 
freight  house  door,  he  weighs  the  freight  and  enters  the  weights 
in  the  appropriate  space,  and  when  this  shipping  order  reaches 
the  bill  clerk,  the  items  are  not  only  legible  but  properly  clas- 
sified and  the  weights  are  properly  grouped,  so  that  all  that  is 
necessary  is  to  make  the  extensions. 

J.  M.  Ford,  Traffic  Manager, 

Blake,  Moffltt  &  Towne. 
Los  Angeles,  Cal.,  May  18,  1922. 


Personal  Notes 


W.  J.  Meagher  has  been  appointed  general  agent  for  the 
Great  Lakes  Transit  Corporation,  at  Buffalo,  N.  Y.' 

The  directors  of  the  Minneapolis,  St.  Paul  &  S.  Ste.  Marie 
have  elected  the  following  officers:  Chairman,  Edmund  Pen- 
nington;  president,  G.  R.  Huntingdon;  vice-president,  G.  W. 
Webster. 

B.  C.  Graves  has  been  appointed  superintendent  of  car 
service  for  the  Union  Tank  Car  Company,  at  New  York.  P.  F. 
Finnegan,  vice-president  in  charge  of  the  car  service  depart- 
ment, has  resigned  on  account  of  ill  health. 

E.  P.  Jones  has  been  appointed  traffic  representative  for 
the  Wheeling  &  Lake  Erie,  at  Pittsburgh,  Pa. 

W.  Ray  Wilson  has  been  appointed  commercial  agent  for 
the  Gulf  Coast  Lines,  at  Pittsburgh,  succeeding  L.  B.  Williams, 
who  resigned.  Mr.  Wilson  is  succeeded  as  traveling  freight 
agent  at  Chicago  by  W.  R.  Butler.  W.  E.  Hines  has  also  been 
appointed  traveling  freight  agent  at  Chicago. 

The  following  appointments  have  been  announced  by  the 
Northern  Pacific:  W.  D.  Pearce,  general  manager  of  the  Walla 
Walla  Railway,  succeeding  C.  S.  Walters,  who  resigned;  J.  F. 
Fox,  assistant  general  immigration  agent,  at  St.  Paul;  W.  W. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  York,  Pennsylvania,  Traffic  Club  gave  a  May  party  and 
chicken  dinner  at  Ye  Old  Valley  Inn,  May  25.  C.  W.  A.  Rochow, 
attorney,  was  the  speaker. 

H.  W.  Brundage,  president  of  the  Railroad  Commission  of 
California,  will  address  the  next  meeting  of  the  Pacific  Traffic  As- 
sociation, to  be  held  May  31,  at  the  Chamber  of  Commerce,  San 
Francisco,  on  "Conflicting  Regulations  of  the  State  Commissions 
and  the  Interstate  Commerce  Commission."  F.  W.  Gomph, 
agent.  Pacific  Freight  Tariff  Bureau,  will  speak  on  "Construction 
of  Tariffs." 


The  Los  Angeles  Transportation  Club,  although  only  a  year 
and  a  half  old,  already  has  350  members.     The  club  recently 


W.  J.  L.  BANHAM   of  New  York 
President   of  the  Associated  Traffic  Clubs  of  America 

opened  permanent  quarters  in  the  Stowell  Hotel  and  it  is  re- 
ported that  the  daily  luncheon  attendance  is  about  100. 

The  next  meeting  of  the  Traffic  Club  of  the  Jamestown,  N.  Y., 
Chamber  of  Commerce,  will  be  held  at  Lakewood  Inn,  Lakewood, 
N.  Y.  Motion  pictures  of  the  operation  of  the  Canadian  Pacific 
Railway  will  be  shown.  At  the  meeting  held  in  the  Eagle  Temple, 
Jamestown,  May  17,  A.  C.  Davis,  spoke  on  "The  New  Era  in 
American  Railroad  Operations  and  the  Transportation  Act  of 
1920. 

In  addition  to  the  address  of  J.  G.  Walber,  executive  secre- 
ary  of  the  bureau  of  information  of  the  eastern  railways  on 
Some  Aspects  of  the  Railroad  Labor  Problem,"  the  Traffic  Club 

£  iNeW,  Yorkwas  entertained  by  a  radio  program,  at  the  meeting 

held  at  the  Waldorf-Astoria,  May  26 


C.  C.  C.   &  ST.   L.   GUARANTEES   BONDS 

The  Commission  has  granted  authority  to  the  Cleveland, 
Cincinnati,  Chicago  &  St.  Louis  Railway  Company  to  assume 
obligation  and  liability  as  guarantor  in  respect  of  the  payment 
of  principal  and  interest  of  $2,118,000  of  first  mortgage  4%  per 
bonds  of  the  Evansville,  Mt.  Carmel  &  Northern  Railway 
Company,  said  bonds  to  be  used  for  acquiring  certain  securities 
ssued  by  the  Peorta  &  Eastern  Railway  Company. 
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PROGRAM  FOR  SOUTHEASTERN  CASE 

Tkt   Traffic   World    H'tukimffttui  Bureau 

The  Commission,  May  26,  definitely  announced  a  program 
for  the  southeastern  class  rate  Investigation.  Cross  examination 
of  carrier  witnesses  will  begin  at  Atlanta  July  16  and  hearings 
will  be  held  in  Atlanta.  Asheville.  New  Orleans,  Chicago  and 
New  York  not  prior  to  September  1  for  evidence  other  than  hy 
carriers.  Shippers  are  expected  to  advise  the  Commission  as  to 
the  probable  amount  of  time  they  will  need  and  as  to  whether 
they  will  desire  to  present  evidence  as  to  inter-territorial  or 
intru-terriiorial  rates  at  one  time. 

At  the  same  time  the  Commission  announced,  in  I.  and  S. 
1563,  the  suspension,  from  June  1  to  September  29.  of  Glenn's 
tariffs,  making  substantial  increases  in  rates  In  livestock  to. 
from  and  between  points  in  the  Southeast. 


SOUTHEASTERN  CLASS  RATE  INQUIRY 

a   staff   correspondent    nt    Atlanta.   Qa.) 

One  of  the  most  Important  cases  ever  Inaugurated  by  the 
Commission — the  Southeastern  class  rate  investigation — was  put 
on  hearing  at  Atlanta.  Ga..  May  22.  before  Commissioner  East- 
man and  Examiner  H.  J.  Wagner,  representing  the  Interstate 
Commerce  Commission  and  Commissioner  Perry,  of  the  Georgia 
body,  president  of  the  southeastern  state  commissioners;  Com- 
missioner Forward  of  Virginia;  Commissioner  Maxwell  of  North 
Carolina;  Commissioner  Burr  of  Florida,  and  Commissioner  Pat- 
terson, of  Tennessee. 

In  opening  the  hearing.  Commissioner  Eastman  announced, 
among  other  things,  that  Chairman  Mr-Chord  had  planned  to  at- 
tend the  opening  days  of  the  hearing  in  Atlanta,  which,  accord- 
Ing  to  the  schedule  announced  from  Washington.  Is  to  continue 
until  June  20,  at  least,  with  witnesses  for  the  railroads  occupying 
the  time  until  that  day  with  their  direct  testimony. 

Whether  crosa  examination  of  the  railroad  wltneiwes  would 
take  place  Immediately  following  the  conclusion  of  that  program 
was  one  of  the  questions  that  could  not  be  answered  when  the 
bearing  was  begun.  Commissioner  Eastman  said  that  would  be 
one  of  the  points  for  discussion  while  the  representatives  of  ship- 
pers, who  attended  the  opening  seeaion  In  hundreds,  were  still 
In  Atlanta.  It  was  the  hope  of  the  railroad  attorneys  and  wit- 
nesses that  the  cross  examination  of  the  latter  would  follow  Im- 
mediately on  the  conclusion  of  their  direct  statement. 

"I  hope  my  crow  examination  will  be  begun  June  21,  so  that 
If  there  is  anything  that  can  be  squeesed  out  of  me  that  I  hare 
not  squeezed  out  myself,  the  squeeslng  wll  take  place  then."  said 
D.  M.  Goodwyn  of  the  Louisville  A  Nashville,  the  first  witness 
of  the  hearing.  Shippers,  at  that  time,  were  Inclined  to  the 
view  that  the  squeetlng  of  the  railroad  witnesses  should  be  de- 
ferred to  a  more  convenient  and  more  pleasant  time — say  until 
the  hearing  In  Asheville.  N.  C.— so  that  the  participants  might 
not  be  so  warm  as  they  thought  they  might  be  In  Atlanta  the 
latter  part  of  June. 

When  the  hearing  waa  begun  there  was  no  reason  to  expect 
any  variation  from  the  program  for  the  railroad  witnesses;,  an- 
nounced from  the  office  of  Commissioner  Kastman  and  published 
In  The  Traffic  World.  That  program  provided  for  the  consump- 
tion of  the  first  two  days  by  Mr.  Goodwyn  and  Charles  H.  Bar- 
bam,  the  latter  general  freight  agent  of  the  Nashville,  Chatta- 
nooga *  St.  Louis,  and  almost  as  well  known  in  traffic  matters  In 
the  southeast  as  Mr.  Goodwyn. 

Although  much  time  Is  to  be  devoted  to  the  marshalling  of 
facts  and  argument*,  the  proposal  respecting  the  southeastern 
class  rates.  In  its  essentials  Is  comparatively  simple.  It  Is  that 
the  remaining  vestige  of  the  old  basing  point  system  shall  be 
wiped  out  As  a  substitute  therefor,  tin-  proposal  Is  to  substi- 
tute a  scale  based  on.  but  not  unyieldingly  governed  by.  mileage. 
That  would  mean  the  destruction  of  the  Ohio  River  as  a  divid- 
ing line  between  Central  Freight  Association  territory  and  tho 
southeast  and  the  making  of  rates  from  \>-w  Kncland  and  Trunk 
Line  territory  without  insistence  on  either  Baltimore  or  the  Vir- 
ginia cities  as  the  border  points  between  the  north  and  the  south- 
east 

But  the  scale  would  be  based  on  rates  from  the  present  divid- 
ing lines,  the  |1.«0  first  class  rate  from  the  Ohio  River  to  At- 
lanta, prescribed  in  I.  and  S.  12«1.  and  $1.45  from  Birmingham 
to  Louisville.  That  would  make  a  rate  of  $2.10  from  Chicago 
to  Atlanta  and  a  like  rate  from  New  York  to  Atlanta.  In  other 
words.  It  Is  to  make  the  New  York-Atlanta  and  the  Chicago-At- 
lanta rates,  which  would  be  equal,  the  yard  sticks  to  measure 
reasonable  rates  Infra-territorial  In  the  southeast.  Thereby, 
that  part  of  the  country  would  be  put  on  a  basis,  nominally,  at 
least,  akin  to  Central  Freight  Association  territory  by  the  use 
of  the  New  York-Chlraifo  rate  as  the  unit  of  measurement  for 
all  point*  between.  The  New  York-Atlanta  rate  would  not  be 
•he  absolute  measure,  any  more  than  the  New  York-Chicago  rate 
Is  the  common  denominator  for  everything  in  Central  territory. 
In  fact,  the  New  York-Atlanta  rate  probably,  at  first,  would  have 
more  exceptions  to  It  than  the  New  York-Chicago  rate.  The  ob- 
ject, however,  is  to  provide  a  yardstick  baaed  on  the  carrier 


competition  from  those  northern  cities  to  the  pivotal  transpor- 
tation point  in  the  southeast. 

Just  as  great  as  the  primary  object,  if  not  greater  than  it, 
is  that  of  having  the  measure  apply  state  as  well  as  interstate. 
In  its  essential  aspects  the  general  plan  had  been  laid  before  the 
Alabama,  Georgia,  and  Tennessee  commissions  before  the  federal 
body  took  up  the  subject.  It  was  laid  before  them  because  they, 
in  1921,  issued  citations  to  the  railroads  to  show  cause  why  the 
commissions  of  those  states  should  not  proceed  to  prescribe  just 
and  reasonable  rates  within  their  jurisdictions.  But  Messrs. 
Goodwyn  and  Barham  said  the  proposal  would  have  been  made  to 
the  state  commissions  even  if  the  latter  had  not  Issued  their 
citations.  As  summed  up  by  Mr.  Goodwyn  the  object  was: 

1.  To  make  mileage  fundamental   In  the  new  plan  of  intra-terri- 
torial  rates,  not  ao  rigid,   however,  as  to  provide  the  same  number  of 
cents  per  mile  for  every  mile  In  the  territory.     Such  a  plan  they  think 
would  be  unworkable. 

2.  To   have   fixed  and   definite   percentage   relationships   In   every 
case   and    In    order   to    do    that,    the  >     would    propose    change    In    the 
relationships  of  Classes  A  and  B  prescribed  by  the  Commission  In  Its 
report  on  I.  and  S.  1261. 

3.  To  have  the  same  class  rates  In  both  directions. 

4.  To  have   a  general   observance   •>(  tin-   principle   of   the   fourth 
section.     There  would  be  some   tt-chninil   violations,  due  to  a   contin- 
uance of  long-established   group   rwlaUoqahlp*,   intrn-terrltorlul.   which 
might  have  some  slight  n-fl.-v  in  tin-  Inter-terrltortel  rates. 

•While  C.  J.  Rixey.  who  presented  Mr.  Goodwyn  as  the  wit- 
ness to  speak  generally  for  the  southeastern  carriers,  did  not 
limit  the  scope  of  his  witness's  testimony.  Henry  Thurtell.  who 
presented  Mr.  Barham,  brought  out  the  fact  that  the  Illinois 
Central  was  not  a  party  to  the  proposal  because  most  of  its  mile- 
age waa  In  Mississippi  Valley  territory  and  not  in  the  southeast. 
Nor  were  the  short  lines  parties,  because,  Mr.  Barham  said, 
theirs  Is  a  problem  peculiar  to  themselves  and  not  to  the  so- 
called  standard  lines.  The  Illinois  Central,  however,  was  to  pre- 
sent a  similar  proposal,  it  was  said. 

As  an  aid  to  them  In  their  desire  to  establish  something 
fundamental,  Mr.  Goodwyn  said  the  carriers  had  suggested  rates 
not  in  accord  with  some  the  Commission  had  prescribed  or  sug- 
gested. Therefore,  he  said,  they  would  have  to  ask  the  Com- 
mission to  modify  Its  decisions  In  1.  and  S.  1261;  I.  and  S.  1286; 
I.  and  S.  1303.  pan  I ;  formal  dockets  Nos.  10500.  10515,  7856  and 
9660;  I.  and  S.  1372.  and  probably  the  formal  docket  cases  known 
as  the  Corinth  Grocery  and  the  Spartanburg  cases.  In  many  of 
those  cases,  the  Commission  prescribed  relationship,  he  said,  for 
classes  A  and  B,  which  the  carriers  think  should  be  modified. 

In  the  estimation  of  Mr.  Goodwyn.  the  case  was  as  Important 
as  an.vthing  undertaken  by  the  Commission  since  its  creation, 
trying  to  build  up  something  on  a  foundation  that 
will  stand  the  test  of  time  and  experience  and  get  rid  of  ill 
fcfllngs  that  have  sometimes  existed  and  the  elimination  of 
which  would  permit  all  of  us  to  devote  our  time  and  energies 
to  something  more  useful,"  said  Mr.  Goodwyn. 

••\\v  an  ii^:  ln-ii-  to  patch  a  structure  or  to  create  one  In 
which  to  store  our  troubles.  The  system  of  rate-making  in  tin- 
southeast  is  failing,  as  a  piece  of  machinery.  We  believe  an 

vgency  exists.  We  are  not  submitting  a  temporary  measure 
to  deal  with  It.  We  are  anxious  to  do  away  with  discontent 
and  discord." 

While  that  was  considered  a  confession  by  a  man  who  had 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•n  I  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  the 
^Ma  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisement*  are  as  follows:  First  Insertion,  $1.00  per  line, 
minimum  charge  $3.00;  succeeding  Insertions,  per  line.  Sue:  10  words  to 
the  line;  numbers  and  abbreviations  counted  as  words;  6  point  type: 
payable  In  advance.  Answers  to  keyed  advertisements  forwarded  free 
»nd  all  correspondence  held  In  strict  confidence.  THE  TRAFFIC 
WORLD.  418  South  Market  Street.  Chicago.  111. 

RATE  REVISING  WANTED— Kxp.rli-nr.fi  rnllrond  rnto  clerk 
wants  freight  bill*  I.  M.|  until.-  work.  |H-rr»-nt«K<-  bnsls  or  con- 

Irm-l       All    t.Triiorl.  K      I'lu.ii.-    K.  <l»le    3H98    or    addr.'nn    K.    R.    O.    447. 
Trafllc    World.   Chicago. 

WANTED — Heal  llv.'.  Hinhltiriim  trnfllc  mi-n  di-slrlnit  I."  tt.-r  poiil- 
tlonx  by  Inr-ii-niilng  tb.-lr  know  I.-.IK.-  of  lraiin|Kirl»tirin.  S.-I-HM-  book 
I  bat  tila.li-  K.xxl  In  a  Week.  ••Kiin.liiliK-MtalH  of  Transportation."  I'll"- 
\.lilr.'K»  llat.il.l  WilliiigH.  K!l  \V.-si  Main  Slt.'.'l.  l^iulsvllli-.  Ky 

FOR  SALE— Severn)  cars  No.  1  Onk  Rnilrond  Cross  Ties.  Switch 
Tlmb.TK.  Itrldge  and  Crosxlni:  I'lnnk  for  Immediate  shipment.  I-.  Iv 
l-KAIfSON.  K.luar.Mburu.  Mich. 


AV     ORGANIZATION    with    trifle    .oliciUtinn    fariliti*.    capable    of 
•erving    transportation    InterMU    requiring    •    Chicago   office.     Now 
representing    «framrr   linn    from    Atlantic   porli    but    ran    give    ad- 
ditional   non-competing    rail    or    (learner    linen    full     rcprc»cnlation    for 
frrnht     and     paucngcrii.    domnitir     or     foreign.      Thirty     year*'     IratBr 
and    operating    experience    In    flve    countries.     Or,    will    rent    upace    In 
•>?    office    for    your    rcprenenlallve    attending    to    roar    InlcrenU    while 
he  ..  on  the  road.    Keatonablc  .ervire  charge*.    JOHN  8.  C  AMI'HKI.I.. 
714    Marquelle    Building.    I'llll    \i.d. 
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fought  hard  for  the  system  of  rates  based  on  combinations  and 
odiously  known  as  the  baslng-polnt  system,  Mr.  Goodwyn  re- 
cited history  to  show  that  it  was  not  a  maliciously  devised  thing, 
but  one  that  grew  up  with  the  development  of  railroads,  some 
to  act  as  portages  between  systems  of  transportation  by  water 
and  some  to  compete  with  systems  of  transportation  by  water 
so  as  to  take  business  from  them  to  enable  some  ambitious 
Jobbing  point  In  the  interior  to  compete  with  a  port.  Such  a 
case  was  the  construction,  by  Columbia,  S.  C.,  of  a  railroad  from 
Hamburg  to  Columbia,  to  take  business  from  Savannah,  Ga. 

"On  that  road  the  first  violation  of  the  principle  of  the 
fourth  section  took  place,"  said  the  witness.  "To  enable  its 
promoters  to  accomplish  what  they  sought,  they  found  it  neces- 
sary to  make  rates  to  Columbia  lower  than  to  intermediate 
points. 

"Sometimes  railroads  were  not  built  to  exactly  the  points 
sought  by  their  promoters.  For  instance,  a  railroad  was  pro- 
jected to  Decatur,  Ga.,  about  thirteen  miles  from  Atlanta,  but 
the  good  people  of  that  town  would  not  permit  it  to  stop  there. 
They  feared  it  would  bring  in  some  objectionable  characters,  so 
it  was  continued  to  Atlanta — called  Marthasville,  then,  I  think. 

"In  those  days,  also,  points  not  now  regarded  as  of  such 
great  importance  in  a  transportation  sense  were  outstanding 
figures.  Apalachicola,  Ffa.,  before  the  Civil  War,  was  a  point 
which  had  ship  lines  with  regular  schedules  to  New  Orleans 
and  to  New  York.  At  an  annual  dinner  in  one  of  the  south 
Atlantic  port  cities,  the  mayor  of  the  city  boasted  because  the 
cotton  shipments  from  that  port,  during  the  year,  had  increased 
just  about  as  much  as  rthe  shipments  from  Apalachicola  had 
fallen  off." 

In  answer  to  a  question,  the  witness  said  that  wherever 
intrastate  rates  influenced  or  controlled  interstate  class  rates 
the  railroads '  desired  to  'have  them  included  in  the  investiga- 
tion, notwithstanding  the  objection  of  the  Southern  Traffic 
League. 

"When  we  present  this  scheme,"  said  Mr.  Goodwyn,  "we  are 
giving  up  the  technical  relief  from  the  provisions  of  the  fourth 
section  heretofore  granted  to  us  by  the  Commission.  We  don't 
want  the  Commission  to  undertake  to  patch  up  what  we  have. 
This  ancient  and  honorable  garment  has  been  cut  and  patched 
and  re-cut  so  often  that  it  is  no  longer  with  honor  in  our  coun- 
try or  sufficient  to  cover  the  multitude  of  our  sins. 

"The  Ohio  River  combination  can  no  longer  be  continued. 
The  fact  that  the  Commission  and  the  carriers  have  made  the 
rates  from  St.  Louis  and  Louisville  to  New  Orleans  and  Mobile 
the  same,  has  a  profound  influence  on  the  whole  rate  structure 
in  the  southeast.  The  judgment  of  the  Commission,  In  the 
Atlanta  Freight  Bureau  case,  that  rates  from  Cincinnati  to  At- 
lanta should  be  no  higher  than  to  Birmingham  governs  us  and 
makes  the  blanketing  of  rates  to  large  areas  necessary. 

"On  the  whole,  what  we  propose  will  give  us  less  revenue 
than  we  have  been  receiving.  It  seems  obvious  to  us  that  we 
will  receive  a  smaller  return  from  a  rate  of  $2.08  from  the  Ohio 
River  to  Savannah  than  on  the  present  rate  of  $1.49,  because 
no  such  increase  in  coastwise  ship  rates  from  the  east  has  been 
proposed." 

"Do  you  mean  both  state  and  interstate  business?"  asked 
Commissioner  Eastman. 

"Yes,  sir,"  said  the  witness,  who  immediately  was  asked 
by  Commissioner  Patterson  and  C.  E.  Cotterill  whether  any 
calculations  had  been  made  on  that  point. 

"No,  we  have  made  no  calculations.  If  as  much  tonnage 
moved  on  the  higher  as  on  the  lower  rate,  of  course  there  would 
be  more  money,  but  we  know  not  so  much  will  move  because 
the  coastwise  steamers  have  not  proposed  any  such  increase  in 
their  rates  as  to  leave  us  relatively  the  same.  We  are  volun- 
tarily proposing  a  scheme  that  will  reduce  our  level  of  revenue 
and  hope  the  Commission  will  not  change  it.  We  have  con- 
tinued origin  and  destination  relationships  to  a  large  extent. 
Straight  mileage  cannot  be  applied  for  obvious  reasons.  The 
situation  with  regard  to  rates  from  St.  Louis  and  Louisville  to 
New  Orleans  and  Mobile  shows  why  that  could  not  be  done. 
Rates  for  the  shorter  hauls  should  be  on  mileage,  but  we  have 
not  been  able  to  determine  whether  a  twenty-five,  fifty  or  two 
hundred  mile  haul  is  a  short  one.  Frankly,  we  have  not  been  able 
to  check  In  some  rates  the  Commission  has  told  us  to  make. 
That's  merely  a  statement  of  fact,  and  not  a  criticism. 

"In  our  new  scheme  there  is  to  be  no  alternation  of  dis- 
tance and  group  rates.  There  Is  not  a  rate  herein  that  cannot 
by  attacked  or  defended  by  comparison  with  some  other  rates. 
There  are  rate  levels  in  use,  which,  if  used  on  long  mileages, 
would  make  staggering  reductions  and  others  so  high  we  would 
not  think  of  using  them,  even  if  we  thought  they  could  be  justi- 
fied. This  scheme  would  eliminate  many  any-quantity  and 
L.  C.  L.  commodity  rates  and  exceptions  to  classifications.  It 
would  greatly  simplify  rate-making  and  tariff  publication. 

"Less-than-carload  commodity  rates  should  be  eliminated, 
with  some  exceptions,  but  we  cannot  say  what  exceptions  should 
be  made,  because  we  do  not  know  what  the  class  rates  are 
to  be." 

Mr.  Goodwyn,  answering  a  question  by  Commissioner  East- 


man, said  the  opinion  that  the  revenue  of  the  carriers  would  be 
reduced  was  merely  his  estimate. 

"As  an  expert?"  suggested  Mr.  Eastman. 

"Oh,  no,  I'm  not  an  expert.  It  is  based  merely  on  my 
education  and  experience.  The  public  seems  to  have  said  our 
rate-making  is  false  in  theory  and  inequitable  in  application. 
We  accept  that  verdict." 

In  his  historical  review  of  the  rate-making  of  the  South,  Mr. 
Goodwyn  said  that  as  the  big  systems  were  built  up  they  took 
in  the  new  roads  with  their  mileage  scales,  so  that  hardly  a 
big  road  was  not  now  equipped  with  a  dozen  such  scales. 
Many  Appearances 

Before  Mr.  Goodwyn  took  the  stand  Commissioner  Eastman 
stated  the  purpose  of  the  investigation  and  read  from  announce- 
ments heretofore  made  by  the  Commission.  He  dwelt  on  the 
fact  that  the  state  commissions  had  been  invited  to  participate 
in  the  hearings  and  the  conferences  of  the  Commission  in  the 
discussion  of  the  record.  Commissioner  Patterson,  speaking  for 
the  state  commissioners,  said  they  were  glad  to  avail  themselves 
of  the  opportunity  afforded  by  the  transportation  Jaw.  While 
he  was  doing  that  attorneys  and  shippers  registered  their  ap- 
pearances and  then  verbally  repeated  them.  Those  who  entered 
written  appearances  when  the  hearing  was  begun  were  as 
follows : 

M.  M.  Emmart,  Coca  Cola  Co.,  Atlanta;  C.  B.  Ellis,  Pittsburgh, 
Gulf  Refining  Co.;  C.  W.  Greene  and  C.  J.  Whiteford,  Fernwood, 
Columbia  &  Gulf;  D.  M.  Goodwyn,  N.  W.  Proctor,  L.  &  N.;  Morgan 
J.  Parlin,  Louisville,  Belnap  Hardware  and  Mfg.  Co.;  F.  M.  Renshaw, 
Cincinnati  Chamber  of  Commerce;  Harvey  S.  Farrow,  E.  I.  du  Pont 
de  Nemours  &  Co.;  P.  W.  Coyle  and  H.  R.  Brashear,  St.  Louis  Cham- 
ber of  Commerce;  J.  V.  Norman  and  Geo.  F.  Graham,  Louisville  Board 
of  Trade;  E.  M.  Haynes,  Mengel  Co.,  Louisville;  A.  J.  McGehee,  Jack- 
son, Tenn.,  Southern  Interior  Traffic  Assn.  et  al.;  W.  E.  Rosenbaum, 
Anheuser-Busch,  Inc.,  St.  Louis;  H.  S.  Loving,  Vandalia,  111.,  Ford 
Roofing  Co.;  Geo.  B.  Cromwell,  Certainteed  Products  Corporation; 
J.  B.  Parker,  Baton  Rougre  Chamber  of  Commerce;  Carl  Giessow,  Edgar 
Moulton  and  H.  Y.  Taylor,  New  Orleans  Joint  Traffic  Association; 
C.  S.  Hoskins,  Tampa  Board  of  Trade;  N.  D.  Nelson,  Jacksonville 
Traffic  Bureau;  D.  O.  Caswell,  Atlantic  Steel  Co.  et  al.,  Atlanta; 
Benjamin  Oilman,  Macon  (Ga.)  Chamber  of  Commerce;  Chas.  J. 
Rixey,  Southern  Ry.  and  affiliated  lines;  Charles  E.  Cotterill,  Southern 
Traffic  League  and  special  committee,  southern  rate  adjustment;  Edgar 
Watkins  and  Mac  Asbill,  Atlanta  Freight  Bureau  et  al. ;  Spencer  Jones, 
Danville  (Va.)  Chamber  of  Commerce;  M.  E.  Newell,  Tennessee 
Central;  W.  P.  Tingley,  Huntington  (W.  Va.)  Chamber  of  Commerce; 
W.  T.  Hickerson,  Morris  &  Co.,  Chicago;  Thos.  B.  Prickett,  Perry, 
Fla.,  Taylor  County  Chamber  of  Commerce;  John  S.  Fletcher,  Chat- 
tanooga Manufacturing  Assn.;  E.  DeL.  Wood,  Chattanooga  Manufac- 
tuers'  Assn.;  H.  R.  Smith,  Great  Southern  Refining  Co.;  Chas.  D. 
Drayton,  New  Orleans  Great  Northern  et  al. ;  H.  Ignatius,  Procter  & 
Gamble  et  al.;  Wm.  C.  Ermon,  Southern  Cotton  Oil  Co.  et  al. ;  R.  G. 
Cobb,  Mobile  Chamber  of  Commerce;  C.  R.  Moffett,  Knoxville  Manu- 
facturers and  Jobbers;  Morgan  Richards,  Selma  (Ala.)  Chamber  of 
Commerce;  Wm.  T.  Boardman,  New  Orleans  Great  Northern;  J.  S. 
Davant,  Memphis  Freight  Bureau;  J.  E.  Romm,  Farmers  Manufactur- 
ing Co.  et  al.,  Norfolk,  Va. ;  L.  R.  Waters,  Brunswick  (Ga.)  Traffic 
Bureau;  Harwell  G.  Davis,  Attorney  General,  Alabama  Public  Service 
Commission;  D.  Lynch  Tounger  and  John  E.  Honroe,  Alabama  & 
Vicksburg;  Thomas  J.  Burke,  Charleston  Traffic  Bureau;  W.  H. 
Hendley,  Spartanburg  (S.  C.)  Transportation  Assistant;  M.  C.  Moore, 
Mississippi  Railroad  Commission;  Jas.  E.  Calkins,  Florida  Railroad 
Commission;  J.  H.  Tench,  Florida  Railroad  Commission;  Henry  Thur- 
tell,  Atlantic  Coast  Line  et  al.;  J.  Prince  Webster,  Blackshear  (Ga.) 
Manufacturing  Co.;  T.  M.  Henderson,  Nashville  Traffic  Bureau;  M.  M. 
Caskie,  Montgomery  (Ala.)  Chamber  of  Commerce  and  Alabama  Farm 
Bureau;  O.  L.  Bunn,  Birmingham  Chamber  of  Commerce;  L.  E.  Oli- 
phant,  W.  T.  Stevenson,  H.  R.  Lewis,  F.  Zimmerman,  T.  O.  Jennings, 
M.  S.  Connally,  D.  W.  Longstreet  and  W.  J.  Stevenson,  Central  Freight 
Assn.  and  Illinois  Freight  Assn.  Lines;  J.  O.  Hendley,  Railroad  Com- 
missioner of  Tennessee;  J.  S.  Griffin,  North  Carolina  Traffic  Assn.; 
M.  R.  Beaman,  North  Carolina  Traffic  Assn.;  Henry  T.  Moore,  Atlanta 
Freight  Bureau;  J.  A.  Streyer,  American  Short  Line  R.  R.  Assn.; 
Thos.  D.  Guthrie,  American  Wholesale  Grocers'  Assn.;  C.  W.  Hay- 
ward,  Meridian  Traffic  Bureau  and  Mississippi  State  Chamber  of  Com- 
merce; R.  W.  Ropiequet,  Certainteed  Products  Corporation  et  al. ;  R. 
R.  Hargis,  Wilson  &  Co.,  Inc. ;  B.  E.  Reed,  Cudahy  Packing  Co. :  A.  W. 
Carey,  M.  W.  Billings  and  J.  W.  Bryan,  American  Steel  and  Wire  Co. 
et  al. ;  Mason  Maughum,  Virginia  Traffic  League;  H.  V.  C.  Wade, 
Virginia  Traffic  League  and  Norfolk  Chamber  of  Commerce;  A.  L. 
Catton.  Thos  E.  Grady,  E.  B.  Gaines,  T.  K.  Kesler,  Atlanta  and 
Columbia.  S.  C.;  Savannah  Chamber  of  Commece  et  al. ;  J  P.  Haynes, 
Traffic  Director,  Chicago  Association  of  Commerce. 

Mr.    Barham    Explains 

Mr.  Barham  was  put  forward  to  make  the  detailed  and  tech- 
nical explanation.  He  presented  a  book  of  exhibits,  almost  as 
thick  as  the  old-fashioned  family  Bible  and  twice  as  large  in  its 
plane  surface.  To  match  up  that  mass  of  exhibits  he  had  a  few 
notes  covering  about  300  typewritten  pages. 

His  basic  proposition  was  that  the  scale  proposed  was  for 
single-line  application,  applicable  on  both  state  and  interstate 
business;  and  that  a  scale  for  joint  line  application  would  be  pre- 
sented later.  He  said  existing  scales  were  widely  variant  and 
that  the  differences  on  the  same  line  In  different  states  were 
striking. 

"These  striking  differences  are  sources  of  great  embarrass- 
ment to  us.  Public  sentiment  is  against  them.  It  does  not  be- 
lieve in  the  theory  that  certain  adjustments  are  held  In  place 
by  orders  of  state  commissions  and  the  sentiment  is  for  their 
removal." 

"Is  that  desire  to  have  the  fourth  section  observed  to  be 
found  In  the  places  It  favors?"  asked  Mr.  Eastman. 

"Oh,  no,  It  does  not  go  quite  so  far  as  that,"  said  Mr.  Bar- 
ham  smilingly. 

"But  do  not  the  people  In  those  places  constitute  a  majority?" 
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Gulf  and  Ship  Island 

RAILROAD 


Route  Between 


The  SOUTHWEST 
and  SOUTHEAST 


The  GULF  AND  SHIP  ISLAND  RAIL- 
ROAD, as  shown  by  the  accompanying  map, 
forms  a  link  between  the  ALABAMA  AND 
VICKSBURG  RAILWAY  and  THE  LOUIS- 
VILLE AND  NASHVILLE  RAILWAY,  for 
a  broader  use  of  the  old  established  VICKS- 
BURG gateway  in  the  movement  of  traffic 
between  the  Southwest  and  Southeast. 

A  dependable  fast  through  freight  service  is 
maintained  in  both  directions. 

A  TELEGRAPHIC  RECORD  of  through 
traffic  routed  via  the  Gulf  and  Ship  Island  is 
furnished  shippers  and  consignees. 


H.  H.  SCHUTT.  General  Agent 
Porter  Building,  Memphis,  Term. 

W.  P.  WITHERS,  General  Agent 
Great  Southern  Life  Bldg.,  Dallas,  Texas 

W.  H.  L.  NELMS.  General  Agent 
Moore  Building,  Atlanta,  Ga. 


The  Port  of 

HOUSTON 


If  you  study  this  map  you  will  appreciate  the 
wonderful  distributing  advantages  of  Houston. 

No  port  in  the  United  States  has  been  so 
quickly  recognized  and  so  promptly  used  from 
its  inception  as  the  port  of  Houston. 

New  routes  of  traffic  open  to  the  Gulf  seek 
the  port  of  Houston,  as  well  as  the  oldest  estab- 
lished ports  on  the  Gulf. 

As  an  example: 

Much  has  been  said  of  the  Mississippi- War- 
rior Barge  Service. 

It  moves  freight  from  a  large  portion  of  the 
interior  of  the  United  States  to  Mobile  and 
New  Orleans. 

Then  what  happened? 

Immediately  a  new  steamship  company, 
namely,  the  Gulf  States  Steamship  Company, 
was  organized  and  is  connecting  with  this 
barge  service  with  ten  days'  service  into  the 
port  of  Houston,  thus  extending  those  lower 
rates  from  this  large  interior  territory  directly 
to  Houston  and  absorbing  the  costs  of  transfer. 

This,  in  effect,  extends  the  Mississippi-War- 
rior Service  directly  to  Houston. 

Just  another  example  of  service  through  the 
port  of  Houston. 

Mr.  Traffic  Man,  can  this  serve  you? 

DIRECTOR  OF  THE  PORT 
207  CITY  HALL  HOUSTON,  TEXAS 
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inquired  Mr.  Kastman,  who  might  have  been  thinking  about  the 
sparcity  of  the  rural  population  of  Massachusetts.  In  answer, 
Mr.  Barham  called  attention  to  the  fact  that  Nashville,  the  prin- 
cipal beneficiary  of  the  system  in  Tennessee,  is  a  city  of  125,000 
while  Tennessee  has  a  population  of  2,000,000.  He  said  the  ob- 
jections came  principally  from  the  jobbing  centers. 

"Is  public  opinion  for  such  readjustments  or  for  reductions?" 
asked  Commissioner  Patterson. 

"Undoubtedly  there  is  a  big  public  sentiment  for  reductions," 
said  the  witness,"  largely  among  people  who  do  not  pay  freight 
rates  and  know  nothing  about  them,  who  take  as  gospel  what  is 
said  by  people  who  don't  know  much  about  rates.  It  is  my  con- 
viction that  if  there  had  not  been  so  much  agitation  about  the 
effect  of  high  freight  rates  we  would  have  been  back  to  normal 
business  long  ago." 

The  Barham  presentation  of  statistical  data  in  support  o£ 
the  proposal  of  the  southeastern  carriers  was  elaborate.  It 
showed  that  90  per  cent  of  the  class  traffic  was  less-than-carload, 
carried  on  local  trains  at  a  cost  of  two  or  two  and  a  half  times 
as  great  as  the  cost  of  the  traffic  carried  in  through  trains.  As 
part  of  his  argumentative  testimony  he  contrasted  Western  and 
Southern  classifications  and  expressed  a  preference  for  West- 
ern. That,  however,  was  not  one  of  the  points  in  the  case.  His 
treatment  of  class  rates  was  based  on  the  theory,  apparently, 
that  they  would  not  be  used,  except  in  a  small  percentage  of  traf- 
fic, to  move  carloads.  Commissioner  Eastman  several  times 
asked  him  if  the  making  of  class  rates  that  would  carry  carload 
traffic  had  been  considered,  and  if  it  had  not,  would  it  not  be 
taken  up.  Mr.  Barham  sai*  he  would  bring  the  matter  to  the  at- 
tention of  other  traffic  men. 

His  cost  studies,  covering  some  22,000  cars,  indicated  an 
average  train  crew  cost  alone  of  3.01  mills  per  net  ton  mile, 
while  the  train 'crew  cost  o"n  through  trains  was  only  0.56  mills. 
That  item  of  cost  ranged  from  three  to  ten  times  as  much  as  the 
train  crew  cost  on  through  trains.  Another  comparison  showed 
an  average  net  ton  miles  per  train  hour  of  8,610.5  for  the  through 
trains  and  1,942.3  for  the  local  trains.  Through  trains  consisted, 
on  an  average,  of  38  cars,  while  the  locals  carried  only  an  aver- 
age of  18.7.  The  speed  per  hour  averaged  15.17  miles  for  the 
through  trains,  while  the  locals  spent  so  much  time  at  stations 
they  averaged  only.  7.33  miles  per  hour. 

"From  these  studies  several  facts  stand  clearly  demonstrated, 
particularly  that  the  local  train  is  very  expensive,  light  loaded, 
and  that  it  carries  90  per  cent  of  the  class  traffic  in  less-than- 
carloads,  chiefly  from  the  jobbing  centers  to  local  stations," 
said  the  witness.  "Its  cost  could  be  reduced  at  the  expense  of 
the  loss  of  the  public's  good  will,  if  the  commissions  would  per- 
mit, if  the  carriers  moved  it  only  when  freight  had  accumulated 
in  quantity  to  assure  reasonably  heavy  loading,  but  that  would 
not  be  in  the  public  interest." 

Mr.  Barham  explained  that  the  railroads  assigned  cars  to  be 
loaded  with  less-than-carload  freight  to  designated  points  before 
it  could  be  known  how  much  freight  would  be  offered  for  the 
particular  place  or  places  to  which  a  car  had  been  allotted.  He 
suggested  that  that  was  why  Commissioner  Patterson  had  found, 
he  said,  cars  coming  into  a  small  town  where  he  had  had  his 
experience,  with  only  a  few  hundred  pounds  of  freight  Mr.  Bar- 
ham,  however,  did  not  explain  to  the  satisfaction  of  Mr.  Patter- 
eon  why  the  small  quantity  of  freight  he  had  seen  in  a  car  had 
not  been  put  into  a  car  that  was  not  filled,  and  thereby  save  the 
cost  of  moving  the  practically  empty  car. 

Terminal  costs  were  treated  by  Mr.  Barham  at  considerable 
length.  His  cost  studies  showed  9.2  cents  per  100  pounds  at 
Atlanta,  10.52  at  Chattanooga,  27.02  at  Rome,  Ga.,  19.84  at  Cal- 
houn,  Ga.;  11.27  at  Huntsville,  and  24.24  at  Gadsden.  Those  fig- 
ures included  platform,  clerical  and  switching  and  other  costs 
grouped  with  switching.  The  switching  costs  as  compiled  by 
him  were  4.62  at  Atlanta,  5.21  at  Chattanooga,  17.37  at  Rome, 
13.45  at  Calhoun,  6.16  at  Huntsville,  and  20.2  at  Gadsden.  The 
high  costs  at  Rome  and  Gadsden,  he  indicated,  were  due  to  the 
fact  that  there  was  not  enough  business  at  those  places  to  absorb 
all  the  time  of  the  yard  engines  maintained  at  those  points. 

Answering  a  question  put  by  Mr.  Thurtell,  the  witness  said 
any  class  rate  less  than  30  cents  created  a  theoretical  or  ac- 
counting loss.  It  was  not  actual,  of  course,  he  explained,  because 
a  railroad  must  maintain  a  station  at  a  place  like  Calhoun  and 
bear  certain  costs,  whether  there  is  much  or  little  business. 
Therefore,  any  business  done  there,  instead  of  causing  a  loss, 
contributes  something  to  the  revenue. 

Freight  rates  have  no  significance  so  far  as  the 
receiver  or  consumer  of  less-than-carload  freight  is 
concerned,  Mr.  Barham  said.  They  constitute  only 
an  infinitesimal  part  of  the  cost  of  such  things  as 
cigars,  cigarettes,  cotton  piece  goods,  silks,  and  other  things  in 
the  class  of  comparatively  expensive  merchandise.  The  in- 
crease that  would  be  caused  by  the  proposed  class  rates,  accord- 
Ing  to  tables  submitted  by  him,  to  the  average  family,  would  be 
so  small  it  would  not  be  aware  any  had  taken  place.  His  cost 
studies  on  that  phase  of  the  subject  were  based  upon  data  fur- 
nished him  by  housewives  at  various  points.  He  gave  their 
names  so  that  should  there  be  any  question  as  to  the  accuracy 
of  the  quantities  of  various  kinds  of  things  used  in  the  average 


household,  the  figures  could  be  checked.  From  the  quantities  so 
furnished  him,  he  concluded  the  increase  in  the  cost,  due  to  the 
use  of  the  proposed  class  rates,  to  the  average  family  at  Stony 
Creek,  Va.,  would  amount  to  12  cents  per  month,  while  8  cents 
would  be  increase  to  the  average  families  at  Kershaw,  N.  C., 
and  Jackson's  Gap,  Ala.  As  figured  by  him,  the  cost  of  living 
to  the  average  family  at  Northport,  Ala.,  by  reason  of  the  pro- 
posed rates,  should  decline  23  cents  per  month. 

The  witness  said  he  favored  an  absolute  observance  of  mile- 
age on  less-than-carload  rates,  thereby  breaking  up  origin  rela- 
tionships. In  that  respect  the  proposal  basis  would  differ  from 
the  carload  rates.  With  regard  to  them,  Mr.  Goodwyn  the  day 
before  made  it  plain  the  carriers  desired  to  preserve  origin  and 
destination  relationships  as  much  as  possible.  He  had  no  thought 
of  advocating  straight  mileage  for  the  carload  rates,  explaining 
that  the  disruption  that  would  be  caused  by  such  a  scheme  would 
do  no  one  any  good,  but  work  great  harm  to  the  longer  lines,  be- 
sides being  contrary  to  the  things  the  Commission  itself  had 
done  in  ordering  rates  from  St.  Louis  and  Louisville  to  New 
Orleans  and  Mobile. 

Mr.  Barham  said  that  cost,  of  course,  was  a  prima-ry  consid- 
eration in  the  fixing  of  rates,  but  it  necessarily  would  not  be  con- 
trolling else  the  well  situated  lines  would  earn  more  than  a  rea- 
sonable return,  while  others  would  suffer.  The  public,  however, 
seemed  to  want  a  system  of  rates  based  more  nearly  on  distance 
and  the  scheme  the  carriers  were  proposing  now  would  tend  to 
meet  the  desire  more  nearly  than  the  rates  now  in  use.  His  cost 
studies,  however,  were  made  to  enable  the  railroads  to  make  a 
showing  as  to  why  they  were  putting  forward  what  they  have 
produced. 

Cross   Examination   of   Railroad   Witnesses 

Cross  examination  of  the  railroad  witnesses  will  probably 
take  place  in  Atlanta,  but  not  immediately  after  the  conclusion 
of  their  testimony,  June  20.  Commissioner  Eastman,  at  the  con- 
clusion of  the  second  day's  hearing,  announced  that  when  the 
direct  testimony  of  the  carriers  was  completed  the  hearing  would 
be  adjourned  to  July  12.  on  which  day  the  railroad  witnesses 
would  be  recalled  for  such  questions  as  the  shippers  might  desire 
to  ask.  At  that  time  attorneys  for  shippers  were  not  certain  how 
much  cross  examining  they  wanted  to  do.  They  knew,  however, 
they  would  not  be  ready  immediately  after  the  conclusion  of  the 
direct  testimony.  The  adjournment,  therefore,  was  in  accord 
with  their  desire  for  time.  Mr.  Eastman  indicated  that 
when  the  cross  examination  was  completed  in  July  the  hear- 
ing probably  would  go  over  until  September,  although  that  was 
not  to  so  clearly  indicated  as  to  amount  to  a  positive  program 
on  that  point. 

Assuming  closeness  of  attention  to  be  evidence  that  those 
giving  it  thought  what  they  are  hearing  was  important,  Mr. 
Barham  reached  the  critical  part  of  his  presentation  at  the 
afternoon  session  of  May  24.  He  named  the  bases  of  the  class 
rate  structure,  justification  for  which  he  had  been  voicing  for 
one  whole  day  and  parts  of  two  others.  Complete  justification 
for  the  scale  based  on  a  first  class  rate  of  $1.60  from  the  Ohio 
River  to  Atlanta,  he  suggested,  was  to  be  found  in  the  fact  that 
that  was  the  figure  set  by  the  Commission  in  its  report  and  order 
in  I.  and  S.  1261,  the  suspension  part  of  the  Murfreesboro  case. 
Additional  justification,  if  any  were  needed  for  one  that  was 
already  complete,  he  suggested,  was  furnished  by  the  fact  that, 
the  Commission,  in  that  same  case,  said  the  rate  from  the  Ohio 
River  to  Birmingham  should  be  $1.45. 

"We  now  propose  to  apply  a  scale  based  on  those  rates  to  the 
whole  of  the  southeast,  in  both  directions,"  said  Mr.  Barham. 
"Its  application  is  to  be  in  the  territory  south  of  the  Norfolk 
&  Western,  to  the  eastern  border  of  the  Mississippi  Valley  terri- 
tory, except  on  the  Illinois  Central  and  in  the  peninsula  of 
Florida. 

"We  propose  to  apply  a  scale,  based  on  typical  rates  pre- 
scribed by  the  Commission  for  application  to  main  lines  in  terri- 
tory of  the  greatest  traffic  density  in  the  southeast,  to  the  branch 
lines  on  which  the  traffic  density  is  much  less  and  on  which 
operating  difficulties  are  much  greater.  The  scale,  if  made  opera- 
tive, will  apply  from  Allen's  Creek  to  Pikesville,  Tenn.,  the 
point  of  origin  being  on  a  branch  line,  and  the  destination  on 
another." 

By  means  of  mathematical  and  weighted  averages,  the  wit- 
ness contended  the  scale  would  work  out  logically  to  the  points 
in  its  territory  of  application.  It  would  produce  lower  rates 
than  the  Commission's  Shreveport,  Memphis-Southwestern  and 
Natchez  scales,  tested  either  by  weighted  or  mathematical  aver- 
ages, he  said. 

In  his  calculations  he  used  the  Ohio  River-Atlanta  and  the 
Ohio  River-Birmingham  distances  of  460  and  330  for  making 
weighted  averages  under  the  Shreveport  scale  to  show  that  the 
Shreveport  scale  produced  rates  from  44  to  48  per  cent  higher 
than  would  be  produced  by  the  proposed  scale.  The  proposed 
scale  begins  with  30  cents  for  the  first  block  of  five  miles  or 
less,  with  gradations  of  5  cents  for  the  first  few  blocks,  4  cents 
up  to  distances  of  50  miles;  3  cents  for  10  mile  blocks  up  to 
140  miles;  2  cents  for  the  blocks  up  to  260;  then  3  cents  for 
each  20  miles  up  to  300  miles  and  then  2  cents  for  the  blocks  to 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuitom*  Houie  Broken,  Forwarding 
and  Clearing  Home  Agentt 

LAREDO,  TEXAS 

Branch**  In  all   Principal  CitUa  In  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


UNITED  AMERICAN 


LINES* 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American    Ship   and   Commerce    Corporation 

General  Agent*:  Hamburg-American  Line 

American-Hawaiian   S.  5.  Co. 
INTERCOASTAL  SERVICE 

Between   New    York,   Boston,   Philadelphia   and    Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


Phlla.  N*w  York 

8.8.   PENNSYI.VANIAN     Mar  27          June    3  June     1 

8.8.   FLORIDIAN     Jon*    3          June    8 

ss.   MKi.lMAN     Junr  III        Jun*  17  Jan*  15 

8.8.  Oil  IDA  \     Jun*  17         Jun*  22 

Sailings    every    Thursday    from    New    York,    every 

Saturday  from   lloston  and  alternate  Saturdays 

from    Philadelphia,  and   fortnightly    from 

the  Pacific  Coast  port* 


EUROPEAN  SERVICE 

U.  8.  Pacilr  Coa«t  Port.  !•  the  Principal  Porti  of  thr  United 

Kinidom    and    Continent— Dirrrt    Fort- 

nichtlr  Sailings 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 
NEW  YORK  TO  HAMBURG 

BJL  : RESOLUTE May  1* 

8.8.  +BAYERN     f Jan*  1 

8.8.  •MOUNT    CARROLL    June  8 

SA  iRELIANCE     June  13 

8.S.  tHANSA     .1  ,,i..-   15 

•  Curio*  thlrd-claia  pautnccn. 

+  Cabin  and   Ihird-rlau  paurncer*. 

}  Plnl.   wrond.    Ihird-rlau    paucncen. 

LOADING    PIER   M,    NORTH    RIVER 

PHILADELPHIA   TO   BREMEN   AND  HAMBURG 

8.8.  THEMI8TO     Mar  SI 

8.8.  OREKOMAN     (tia    Baltimore Junr   13 

HUSTON  TO  BREMEN  AM)  HAMBURG 
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BALTIMORE  TO  BREMEN  AND  HAMBURG 
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8.8.  OREGONIAN     Jan*  20 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CA1.LI8TO     Jun*  17 

NEW  ORLEANS  TO  BREMEN   AND  HAMBURG 

8.8.  8A<  IIHKNWALD     .  . .  .  Mar  25 

8.8.   WK8TERWALD    Lair    Jul, 

Throath  hllli  of  ladinc  »ia  llamburr  luard  to  all  Scandinavian 
and    Baltic    Porli 

U.  S.  Government  Ships 
NEW  YORK  TO  DUTCH  EAST  INDIES 

Praam.    Brlawan-D*li.    Port    Swtltrnham.    Binirapor*.    Batarla. 
Saaiaranr.  8o*rabaya 

8.8.  HALP  MOON    Jan*  I* 

A  BTKAMRR   Jilr  !• 

Htramrr*    lakr    rarco    for    Tuni«.    Alrxandria    and    Syrian    CoMt 

Porta 
Loadinc   Pier   21,   Poach   Terminal.   Clifton.  8.   I. 

General  Offices:  39  BROADWAY,  New  York 
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WESTERN    FREIfiHT  OFFICE 
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BRANCH    OFFICE8 
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I  Iceland.  242  The  Arradr  Phon*  Main   2150 

Philadelphia.    Bonn*    Bldf.  I'hone    Lombard   70S* 

IMl.hurrh.    Oliver    Bide.  Phone     Crant     7431-2 

Rorhnter.    Commerce    Bide.  Phone    Main  715* 

'.r'NERAL    PACIFIC    COAST    AGENTS 
William..  Dimond  *  Co..  Ill  San.nme  81..  San   Franclac* 
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460.  the  maximum  rate  so  created  being  the  $1.60  taken  from 
I.  and  S.  1261  as  the  counterpart  for  the  first  class  rate  of  $1.575 
for  the  912  miles  between  New  York  and  Chicago. 

The  fundamental  assumption  was  that  the  Commission  knew 
what  it  was  doing  when  it  established  the  rates  of  $1.60  from 
the  Ohio  to  Atlanta  and  $1.45  from  the  Ohio  to  Birmingham. 
Not  all  the  criteria  contained  in  that  suspension  case  were 
accepted  by  Mr.  Barham  and  those  for  whom  he  was  speaking. 
They  rejected  the  rate  of  $1.15,  Ohio  River  to  Nashville,  as  incon- 
sistent with  the  direction  to  make  Augusta  28  cents  and  Macon, 
Oa.,  15  cents  over  Atlanta.  They  said  the  Nashville  rate  could 
not  be  fitted  into  a  structure  in  which  the  pivotal  rates  were 
$1.60  to  Atlanta  and  $1.45  to  Birmingham.  For  similar  reasons 
they  rejected  a  rate  of  $1.12,  Memphis  to  Birmingham.  They 
said  the  rate  to  Nashville  should  be  $1.30  and  by  the  same  line 
of  reasoning  the  Memphis-Birmingham  rate  should  be  about  the 
same. 

In  making  the  initial  rate  30  cents,  Mr.  Barham  observed  the 
carriers  were  giving  up  three  cents  per  100  pounds  which  cal- 
culations would  justify.  His  idea  was  that  the  loss  thus  ac- 
cepted for  the  initial  block  should  be  absorbed  in  the  gradation 
in  the  next  few  blocks.  Hence  his  grade  line  for  the  first  few 
blocks  ascends  more  sharply  than  in  the  succeeding  ones. 

An  analysis  of  state  scales  presented  by  Mr.  Barham  showed 
amazing  if  not  amusing  mathematical  irregularities.  Among 
them  were  some  gradations  on  the  longer  distances  much  greater 
than  on  the  shorter,  thus  violating  the  canon  of  rate-making  that 
the  ton  per  mile  should  decrease  as  distance  increased.  His 
scale,  he  contended,  showed  none  of  such  inconsistencies.  Each 
state  scale  he  declared  differed  from  every  other,  a  fault  also  to 
be  found  in  carrier  scales  he  had  admitted  the  day  before. 

However,,  one  interesting  fact  was  that  when  the  widely  vary- 
ing scales  were  averaged  they  produced  fairly  even  progressions, 
differing  but  little  from  the  gradations  shown  in  the  scale  that 
was  being  proposed.  That,  he  said,  was  as  it  should  be.  His 
effort,  he  said,  had  been  to  make  up  a  scale  from  the  averages 
of  those  in  effect,  to  bring  about  uniformity,  without  seriously 
affecting  the  revenues  of  the  carriers.  There  was  delight  in  his 
tone  as  he  compared  his  scale  with  the  Shreveport  scale  and 
he  took  a  little  verbal  jab  at  Henry  Thurtell,  his  lawyer  in  this 
case,  because  Mr.  Thurtell,  as  an  examiner  for  the  Commission, 
held  the  laboring  oar  while  the  Commission  was  trying  to  make 
something  that  would  enable  it  to  swim  out  of  the  sea  of  rate 
discontent  produced  by  the  rate  jowering  Texas  had  done  against 
some  of  its  neighbors,  particularly  Louisiana. 

Admitting  that  the  existing  rate  structure  is  shot  through 
with  any-quantity  rates,  the  witness  said  it  was  an  interesting 
fact  that  among  the  first  rates  on  the  N.  C.  &  St.  L.  were  some 
based  on  cubic  feet  That  carrier  line  was  built  to  compete  with 
boats.  Its  builder  corresponded  extensively  with  John  C.  Cal- 
houn  about  the  fact  that  corn  was  selling  in  Tennessee  for  18 
cents  while  in  what  they  called  the  rice  and  cotton  states,  it  was 
bringing  $1.  The  corn  grown  in  Tennessee,  then  was  barged 
down  the  Tennessee  river  to  the  Ohio,  down  the  Mississippi  and 
taken  thence  to  the  south  Atlantic  ports  by  ocean  vessels.  When 
it  arrived  at  its  destination  it  was  frequently  not  more  than  150 
or  200  miles  from  the  points  at  which  it  was  grown. 

Another  evidence  that  the  earliest  carriers  by  rail  were 
intended  to  compete  with  the  carriers  by  water  was  furnished 
by  the  fact  that  they  named  package  rates. 

"A  barrel  of  -whiskey  was  so  much,"  said  Barham,  obvi- 
ously in  continuance  of  his  history  about  the  early  rates  on 
corn,  and  the  forms  in  which  the  pioneers  shipped  that  cereal. 

Scales  in  every  state  were  analyzed  to  show  that  the  aver- 
age rate  produced  by  the  proposed  scale  would  not  be  much 
higher  than  the  average  produced  by  the  scales  having  such 
peculiar  rates  of  progression. 

North  Carolina,  he  frankly  avowed,  would  be  given  sub- 
stantial increases  because  the  average  rate  there,  as  figured  by 
him,  is  only  38.7  cents  while  under  the  proposed  scale  it  would 
be  53.7.  That  low  average,  he  pointed  out,  was  due  to  the  fact 
that  the  initial  rate  was  only  19.3  cents  and  a  40-cent  rate  was 
reached  only  when  the  haul  was  120  miles.  South  Carolina  would 
be  advanced  from  48  to  54  cents  and  a  fraction,  while  Tennessee 
would  go  up  from  55.4  to  58.3.  The  advance,  however,  he  ob- 
served, would  be  on  the  higher  classes  on  which  the  traffic  would 
easily  bear  the  increases.  The  Virginia  scale,  on  account  of  the 
fact  that  part  of  the  state  only  is  in  the  southeast,  was  held  to 
90  miles  with  the  average  increasing  from  27.2  to  34,4  cents 
Kentucky  would  be  increased  on  the  higher  classes  and  reduced 
on  the  lower  and  Georgia  would  go  up  from  53.1  to  60.5  cents. 

All  these  remarks  seemed  to  be  in  preparation  for  an  assault 
upon  the  scale  which  the  Georgia  commission  has  promulgated 
for  application  July  1.  The  witness  said  that  if  that  scale  were 
applied  through  the  southeast,  it  would  bring  about  a  reduction 
of  10  per  cent  and  seriously  affect  the  revenues.  That  scale,  Mr. 
Barham  thought,  had  been  worked  out  by  Mr.  Moore  of  the  At- 
lanta Freight  Bureau,  and  was  based  on  a  rate  of  90  cents  from 
Henderson,  Ky.,  to  Nashville,  prescribed,  he  said,  as  a  tempor- 
ary rate,  in  I.  and  S.  1303,  the  Mississippi  Valley  part  of  the 
Memphis-Southwestern  case.  Mr.  Goodwyn  and  Mr.  Thurtell 


both  asked  Mr.  Barham  questions  intended  to  bring  out  the  fact 
that  in  its  report  on  that  case,  the  Commission  had  said  that 
rates  in  the  Mississippi  Valley,  lower  than  in  the  southeast,  could 
not  be  long  continued.  The  Georgia  commission,  however,  was 
given  credit  for  having  undertaken  to  bring  about  uniformity 
by  the  use  of  one  scale  instead  of  many.  Mr.  Barham  said  its 
use  would  bring  about  widespread  and  serious  reductions,  al- 
though it  was  supposed  to  be  in  line  with  the  national  Commis- 
sion's decision  in  I.  and  S.  1261. 

That  decision,  the  witness  said,  could  be  taken  as  the  ground 
work  for  scales  that  would  fight  each  other.  The  taking  of  the 
90-cent  rate  from  Henderson  to  Nashville,  and  ignoring  all  other 
rates,  enabled  the  production  of  the  Georgia  scale. 

"The  rate  from  the  Ohio  River  to  Nashville  should  be  not 
less  than  $1.30,"  said  Mr.  Barham.  "A  $1.15  rate  cannot  be 
made  to  fit  in  with  the  $1.60  rate  to  Atlanta  and  the  direction  to 
make  Augusta  28  cents  and  Macon  15  cents  over  Atlanta." 

Before  coming  to  the  heart  of  his  story  Mr.  Barham  con- 
tinued his  testimony  to  show  the  unimportance  of  L.  C.  L.  ship- 
ments on  class  rates.  He  ventured  the  opinion  the  rates  could 
be  doubled  overnight  without  the  public  learning  much  about  the 
fact  or  feeling  the  effect.  The  witness  and  Commissioner  Pat- 
•  terson  got  into  an  argument  about  the  effect  of  class  rates  on 
shoes  and  sorghum  molasses,  with  Mr.  Barham  suggesting  that 
sorghum  is  important  now  only  because  it  seems  to  be  one  of 
the  ingredients  in  home  brew. 

Statistics  such  as  were  put  into  the  record  in  Ex  Parte  74, 
as  to  the  weight  of  the  freight  rate  factor  in  the  building  of 
houses,  were  also  put  into  this  record.  Commissioner  Eastman 
looked  a  bit  puzzled  over  the  repeated  declarations  of  unim- 
portance of  class  rates  on  L.  C.  L.  traffic.  He  recalled  that 
the  day  before  Mr.  Goodwyn  and  others  had  referred  to  this  case 
as  one  of  the  most  important,  if  not  the  most  important  the 
Commission  has  inaugurated  since  its  creation. 

"If  the  class  rates  apply  only  on  L.  C.  L.  traffic,  this  case 
is  not  so  important  as  indicated  yesterday,  is  it?"  he  asked. 

"I  don't  like  to  say  it  is  unimportant,  because  from  16  to  20 
per  cent  of  our  revenues  are  derived  from  the  class  rates,"  said 
Barham.  "That  is  not  unimportant.  I  am  merely  trying  to  point 
out  that  the  freight  paid  by  the  consumer  or  the  consignee  of  L. 
C.  L.  shipments  is  not  important  to  him,  because  it  is  not  a  large 
factor."  That  was  true,  according  to  Barham's  testimony,  even 
with  the  freight  on  materials  used  in  building  homes.  He  showed 
that  in  the  case  of  17  houses  in  Nashville,  the  freight  rate  factor 
on  the  pine  and  other  materials  was  only  2.6  per  cent  of  the 
whole  cost. 

"We  cannot  believe  the  increase  in  cost,  due  to  the  increase 
in  freight  rates,  can  be  a  consequential  factor  in  the  building  of 
homes,"  he  added. 

Certain  parts  of  the  rate  problem,  according  to  the  witness, 
were  simple.  The  handling  of  class  rates,  he  indicated,  was  one 
of  the  simple  parts.  The  returns  on  present  rates  are  not 
more  than  reasonable.  Those  on  some  commodities,  he  said, 
might  be  oppressive  and  should  be  brought  down,  but  class  rates 
were  not  in  that  list.  Hoover's  idea  on  that  point  met  his  un- 
qualified approval.  Class  rate  shipments,  he  said,  produced  41.9 
per  cent  of  the  loss  and  damage  claims  paid  by  his  road.  In 
answer  to  a  question  by  Commissioner  Eastman,  prompted  by 
the  polite  jeering  at  the  class  rates,  Mr.  Barham  said  an  any- 
quantity  rate  was  never  justified. 

Throughout  his  testimony  the  witness  was  at  pains  to  en- 
force his  point  that  the  scale  would  be  a  maximum  scale  from 
which  many  departures  would  be  made  because  of  competition. 
All  departures  from  it,  he  said,  would  necessarily  be  downward 
on  account  of  historic  and  traditional  adjustments. 

"But  will  not  this  scale  leave  the  whole  question  of  reduc- 
tions in  the  hands  of  the  carriers,"  asked  Mr.  Patterson. 

"I  don't  think  it  will  abolish  competition,  selfishness  or  hu- 
man nature,"  observed  the  witness.  "I  can't  imagine  the  time 
will  ever  come  when  the  Central  of  Georgia  will  not  make  the 
same  rate  from  Savannah  to  Atlanta  that  the  Nashville,  Chat- 
tanooga &  St.  Louis  makes  from  Nashville  to  Atlanta.  The 
scale  will  be  the  maximum  with  adjustments  in  accordance 
with  well  known  rules." 

As  to  the  percentage  relationships  between  the  classes,  the 
witness  said  they  were  the  same  as  those  prescribed  by  the  Com- 
mission in  I.  and  S.  1261,  and  other  cases  involving  the  south- 
east, except  as  to  classes  A  and  B.  The  Commission,  in  that 
case,  prescribe  a  class  A  rate  equal  to  29  per  cent  of  first  class. 
The  proposal  in  this  case  is  to  make  that  35.  The  Commission 
made  a  class  B  rate  of  35  per  cent  in  I.  and  S.  1261  The  car- 
riers want  40  per  cent  of  first. 

As  a  companion  picture  for  that  made  by  the  relationships 
proposed  in  Barham's  testimony,  the  witness  showed  the  rela- 
tionships of  the  classes  in  the  existing  scales.  In  Tennessee,  for 
instance,  he  said  the  second  class  relationship  varied  from  89  to 
4  per  cent  of  first;  third,  from  72  to  85  per  cent,  and  fourth 
from  60  to  74  per  cent.  In  Alabama,  fifth  class  ranged  from  50 
to  71  per  cent  of  first,  the  difference  in  rates  for  the  same  length 
of  hauls  under  such  relationships  running  as  high  as  40  per  cent. 
The  relationships  in  our  interstate  scales,"  said  Mr.  Bar- 


May  27,  1922  THE    TRAFFIC    WORLD  1175 

INTERSTATE  COMMERCE  COMMISSION 

Western  Coal  Rates 

Investigation  by  Commission  (Docket  13588)  with  respect  to  Interstate  rates  on  coal  from  producing  points  in  Mon- 
tana, Wyoming,  Colorado  and  New  Mexico,  and  all  states  west  thereof,  to  destinations  in  said  states  and  to  El  Paso, 
Texas. 

Hearings:  Denver,  May  10;  Salt  Lake  City,  May  15;  Butte,  May  19;  Seattle,  May  22;  San  Francisco,  May  26; 
Phoenix,  Jane  5;  El  Paso,  June  7. 

For  copies  of  Official  Stenographer's   Minutes  address  the  undersigned. 


Port  Investigation 

DOCKET  11681  -Charges  lor  wharfage,  handling,  storage  and  other  accessorial  services  at  South  Atlantic 
and  Gall  Ports;  heard  at  Wilmington.  N.  C ..  Atlanta.  New  Orleans  and  Galveston,  May  5  to  IS. 

Southeastern  Class  Rate  Investigation 

Investigation  instituted  by  the  Commission  of  class  rates  applicable  in  interstate  commerce  within  southern  ter- 
ritory; between  that  territory  and  Ohio  River  crossing*  and  points  in  Illinois,  Buffalo-Pittsburgh  and  central  territories, 
and  between  that  territory  and  Virginia  cities,  and  points  in  Trunk  Line  and  New  England  territories.  The  Commission 
in  fixing  interstate  rates  will  consult  with  the  state  commissions  with  a  riew  to  bringing  about  greater  harmony  between 
intrastate  and  interstate  rates.  Numerous  fourth  section  departures  are  also  involved. 

Kir-t  hearing  Atlanta  on  May  22nd;  subsequent  hearings  are  to  be  held  at  Asheville,  Cincinnati  and  New  York. 
For  copies  of  Official  Stenographer's  Minutes  address  the  undersigned. 

United  States  Shipping  Board 

Hearings  on  question  of  whether  adequate  facilities  exist  to  warrant  enforcement  of  section  28  of  the  Merchant 
Marine  Act  of  1920;  affecting  movement  of  tonnage  through  the  ports  under  preferential  export  rates  to  ships  oper- 
ating under  the  American  flag. 

New  York   April  24-25  Los  Angeles,  C*l July   6 

New  Orleans,  La May  16  San  Francisco,  Cal July    9 

St.  Louis,  Mo May  18  Portland,  Ore July  12 

Chicago,  III June   8  Seattle,  Wash.  July  16 

For  copies  of  Official  Stenographer's  Minutes  address   the  undersigned. 

National  Association  of  Railway  and  Utilities  Commissioners 

Convention   held   Atlanta,  Ga..  October,  1921;  next  convention  to  be  held  Detroit,  Mich.,  September  26,  1922. 
Valuable  reports  and  discs  sale  as  on  matters  affecting  all  public  utilities  under  the  jurisdiction  of  the  various  state 
commi.'wions  of  the  I'nited  States. 

Official  copies  of  1921  convention  now  oa  press.    There  will  be  no  second  edition.    Order  now.    Price,  94.00  per  copy. 
For  Official  Stenographic  Report  address  the  undersigned. 
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I  nited   States   Shipping    Board.  235  BROADWAY 

National    Association   of    Railway  and  I'tilitie*  Commissioners.  NEW  YORK  CITY 


San  Francisco  Warehouse  Co.,  s.n6F2ran™co, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 


MERCHANTS'  WAREHOUSE  fr  DISTRIBUTING  C9 

36th  and  Iron  Streets,  Chicago,  Illinois 

Unexcelled  Warehousing  Facilities 

We  offer  the  manufacturer  and  shipper  the  finest  warehousing  and 
shipping  service  in  the  Central  Wat.  Our  location  aware*  you  the  hot 
transportation  facilities.  Our  modern,  fireproof  building;  affords  maxi- 
mum protection  against  fire.  A  very  low  rate  of  insurance,  carried  by 
a  reliable  Stock  Company.  Is  another  advantage. 

Chicago  Junction  Railroad,  connecting  with  all  railroads  entering 
rhicago,  serve*  our  Institution.  Connection  is  made  with  one  of  the  beat 
Package  Car  Systems  In  operation,  reaching  all  Important  cities.  Our 
location  on  bank  of  Chicago  River  permits  largest  lake  steamer*  to 
dock  at  our  warehouse.  This  dock  Is  also  served  by  Chicago  Steamship 
Lines  and  Merchants'  Lighterage  Co. 

We  invite  your  personal  Inspection  of  our  excellent  facilities  for 
the  receiving,  storage  and  shipping  of  merchandise.  Write,  wire  or 
phone  for  further  Information.  We  would  be  pleased  to  give  you 
full  particulars  about  our  service,  which  assures  the  greatest  possible 
cooperation  with  the  shipper. 

Daily  Package  Car  System  eliminate*  cartage  expense—  all   important  cities  reached—  Investigate  ! 
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ham,  "are  no  better.  They  argue  strongly  for  an  effort  to  bring 
ahoul  uniformity." 

"Isn't  any  classification  a  sort  of  farce  if  there  isn't  a  fairly 
uniform  relationship  between  the  classes?"  asked  Mr.  Thurtell. 

"It  would  seem  so  to  me,"  answered  Mr.  Barham.  "The  lack 
of  uniformity  in  the  southern  states  is  really  astonishing." 

In  support  of  the  recommendation  that  the  Commission 
change  in  relationship  of  classes  A  and  B  to  first,  the  carriers, 
Mr.  Barham  said,  had  made  tests  on  the  traffic  from  221  cities 
and  towns,  in  which  more  than  12,000  rates  were  used,  and  the 
tests,  he  claimed,  showed  that  really  class  A  should  be  37.5  per 
cent  of  first  and  B  42.5,  if  it  were  desirable  to  carry  the  matter 
to  a  mathematical  concusion. 

The  carriers,  however,  were  not  asking  that.  The  introduc- 
tion of  fractions  in  rates,  he  said,  was  unfortunate.  He  said  that 
practically  each  one  of  the  12,000  rates  used  in  making  that  test 
was  one  prescribed  by  the  Commission. 

"Isn't  the  proposal  you  make,  in  the  last  analysis,  that  the 
Commission  prescribe  as  a  class  scale  for  use  in  southeast 
the  average  of  all  the  scales,  some  made  by  the  carriers,  some 
by  the  state  commissions  and  some  by  the  Commission,  because 
the  Commission  obviously,  as  shown  by  your  testimony,  made 
averages  when  it  prescribed  the  rates  we  have  proposed  in  this 
case?"  inquired  Mr.  Thurtell. 

The  witness  agreed  that  that  was  the  fact  and  the  desire 
for  uniformity  and  freedom  from  contention  caused  the  carriers 
to  propose  that  method,  without  thought  of  increasing  their  rev- 
enues. He  said  there  were  myriads  of  commodity  rates  in  the 
southeast,  with  practically  none  in  the  west  and  few  in  the 
north. 

As  to  wagon  and  truck  competition,  the  witness  said  its  ex- 
tent and  importance  was  exaggerated  so  far  as  the  territory  of 
the  southern  lines  was  concerned.  It  certainly  was  not  so  great 
as  in  New  England. 


WAREHOUSE  PRACTICE  AND  FORMS 

The   Traffic   World   Washington  Bureau 

A  group  of  public  merchandise  warehousemen  met  at  the 
Department  of  Commerce  May  19  at  the  invitation  of  Secretary 
of  Commerce  Hoover  to  consider  simplification  of  warehouse 
practice  and  standardization  of  forms.  The  result  of  the  con- 
ference was  a  decision  that  W.  W.  Morse,  president  of  the  Amer- 
ican Warehousemen's  Association,  who  presided,  should  appoint 
a  committee  of  seven  members  on  simplified  forms  and  prac- 
tices in  the  public  warehouse  business. . 

The  function  of  this  committee,  the  peisonnel  of  which  will 
be  announced  later,  will  be  not  only  to  submit  recommendations 
as  to  simplification  of  warehouse  practice  and  standardization 
of  forms,  but  also  establish  collaboration  with  other  groups  in- 
terested in  and  dependent  on  warehouse  facilities.  The  report 
of  this  committee  will  then  be  considered  at  some  future  meeting. 

Secretary  Hoover  spoke  briefly  before  the  conference.  He 
stressed  the  importance  of  improving  every  phase  of  the  system 
of  distribution  in  the  United  States,  which  he  characterized  as 
the  "most  luxurious  in  the  world."  He  said  there  was  a  tremend- 
ous opportunity  for  decreasing  the  fundamental  costs  of  distri- 
bution. He  said  if  the  warehousemen  could  accomplish  by  volun- 
tary action  what  they  were  setting  out  to  do  they  would  estab- 
lish the  fact  that  American  trade  associations  can  govern  their 
actions  in  the  public  interest. 

Alfred  E.  Dodd,  manager  of  the  distribution  division  of  the 
Chamber  of  Commerce  of  the  United  States,  and  William  A.  Dur- 
gin,  head  of  the  division  of  simplified  practice  of  the  Department 
of  Commerce,  participated  in  the  conference. 

Mr.  Durgin  explained  the  work  of  his  division  as  applied  to 
industry  and  business  activities  generally. 

D.  L.  Tilly,  vice-president  of  the  New  York  Dock  Co.,  ex- 
plained the  work  that  had  already  been  done  toward  the  estab- 
lishment of  a  uniform  warehouse  receipt  and  of  the  difficulties 
encountered  in  that  work.  He  said  each  warehouseman,  it 
seemed,  felt  that  he  needed  a  special  kind  of  receipt,  with  the 
result  that  there  developed  a  multiplicity  of  forms.  None  of  the 
receipts  thus  developed  was  perfect,  he  said,  as  there  were  essen- 
tial details  missing  from  each.  He  said  there  was  no  doubt  of 
the  need  for  a  standardized  receipt  and  referred  to  the  forms 
worked  out  by  the  association. 

Mr.  Morse  discussed  the  negotiable  warehouse  receipt,  say- 
ing that  much  had  been  done  in  perfecting  it. 

It  was  asserted  that  the  American  Bankers'  Association 
could  compel  use  of  a  standardized  form  by  not  accepting  any 
other  as  collateral,  but  Mr.  Tilly  said  he  believed  there  was 
little  need  for  coercion — that  the  majority  of  the  warehousemen 
would  gladly  co-operate  in  the  matter. 

George  S.  Lovejoy  of  Boston  said  provision  should  be  made 
for  the  protection  of  the  bankers.  He  cited  a  case  of  where 
three  receipts  had  been  issued  on  the  same  lot  of  goods  and 
used  at  the  banks  for  collateral. 

Mr.  Morse  said  there  was  no  greater  task  confronting  the 
warehousemen  than  that  of  educating  the  bankers  as  to  the 
proper  handling  of  the  negotiable  warehouse  receipt.  He  said 
it  was  "perfectly  amazing"  as  to  the  number  of  instances  in 


which  bankers  had  vague  ideas  as  to  the  handling  of  the  re- 
ceipts. Ilt>  also  discussed  the  need  for  standardizing  the  forms 
of  bad  order  reports. 

There  was  some  discussion  as  to  tobacco  and  cotton  ware- 
house receipts  approved  by  the  Department  of  Agriculture,  criti- 
cism being  made  of  those  forms.  It  was  suggested  that  Mr. 
Durgin  take  up  the  matter  with  the  department,  but  he  said 
there  was  no  use  blinking  the  fact  that  there  were  departmental 
jealousies  in  Washington,  and  that  the  best  way  to  handle  the 
matter  would  be  for  the  committee  to  call  in  representatives  of 
the  Department  of  Agriculture  and  discuss  the  forms  with  them. 

A.  H.  Greeley,  president  of  the  General  Cartage  &  Storage 
Co.  of  Cleveland,  said  the  conference  was  the  result  of  many 
years  of  work  on  the  part  of  the  warehousemen  looking  to  the 
standardization  of  forms  and  practices,  but  that  the  significant 
thing  now  was  that  they  had  the  government  back  of  them.  He 
also  suggested  that  the  headquarters  of  the  association  be  trans- 
ferred from  Pittsburgh  to  Washington.  The  conference  voted  to 
place  that  matter  before  the  board  of  directors. 

Mr.  Dodd  said  that  there  had  been  evidence  of  a  mistaken 
altitude  on  the  part  of  some  warehousemen  that  the  Department 
of  Commerce  and  the  Chamber  of  Commerce  were  seeking  a  job 
and  trying  to  put  something  over  on  the  warehousemen.  He  said 
that  was  :iot  so — that  the  Department  and  the  Chamber  wished 
to  be  helpful. 

The  conference  dealt  practically  exclusively  with  the  ques- 
tion of  bringing  to  practical  application  the  work  done  in  the 
past  and  of  securing  the  co-operation  of  interested  groups,  as,  for 
instance,  the  American  Bankers'  Association. 

COOPERAGE  STOCK,  ROUTES  AND  RATES 

What  the  complainants  expected  to  be  a  hotly  contested  case 
regarding  the  equalization  of  the  Thebes  and  East  St.  Louis  gate- 
ways on  cooperage  stock  came  near  resulting  in  an  agreement, 
at  the  hearing  on  No.  13573,  J.  D.  Hollingshead  Co.  vs.  Deering 
Southwestern  et  al.,  before  Examiner  T.  John  Butler,  in  Chicago, 
May  24.  Representatives  of  the  Missouri  Pacific  agreed  that  an 
adjustment  of  the  rates  should  be  made  through  Thebes  so  as  to 
bring  that  gateway  nearer  to  the  East  St  Louis  rate  basis. 

After  that  announcement  the  complainants,  after  some 
thought,  put  in  a  skeleton  of  the  extensive  case  they  had  pre- 
pared, because,  in  the  view  of  George  T.  Webster,  their  attorney, 
a  promise  of  adjustment  on  the  part  of  the  carrier  did  not  mean 
that  the  rates  would  be  put  into  effect  within  a  reasonably  short 
time.  In  addition,  he  said,  the  St.  Louis-Southwestern,  the  other 
trunk  line  involved,  was  not  represented,  and  the  complainants 
seemed  skeptical  as  to  the  willingness  of  that  line  to  make  any- 
concessions  without  orders  from  the  Commission. 

The  case  grew  out  of  the  desire  of  the  cooperage  stock  job- 
bers to  ship  from  Rives,  Mo.,  and  Augusta,  Lake  City  and  Ogden, 
Ark.,  to  Central  Freight  Association  territory  and  the  east, 
through  Thebes.  They  said  that  that  route  was  considerably 
shorter  than  the  one  through  East  St.  Louis,  and  that  in  conse- 
quence of  that  lesser  distance  and  the  avoiding  of  the  congested 
St.  Louis  terminals,  freight  shipped  from  the  producing  points 
reached  eastern  destinations  in  from  10  to  20  per  cent  less  time 
through  Thebes  than  through  East  St.  Louis. 

Complaining  witnesses,  at  the  hearing,  alleged  that  the 
Missouri  Pacific  and  the  Cotton  Belt  had  been  holding  up  the 
rates  through  Thebes,  because,  when  the  traffic  moved  through 
the  St.  Louis  terminals,  they  got  a  longer  haul  and  a  consequent 
larger  division.  Large  numbers  of  examples  were  cited  of  which 
the  following  were  typical:  From  Augusta  to  Buffalo,  through 
Thebes  992  miles,  through  East  St.  Louis  1,047  miles;  rate 
through  Thebes  50  cents,  through  East  St.  Louis  43.5  cents. 
Augusta  to  Chicago,  through  Thebes  589  miles,  through  East  St. 
Louis  618  miles;  rates  38  and  34.5  cents,  respectively. 

Except  for  the  statement  expressing  willingness  on  the  part 
of  the  Missouri  Pacific  to  begin  the  work  of  equalization,  the  car- 
riers put  in  no  testimony. 

Heading,  Pelham,  Ala.,  to  Solvay,  N.  Y. 

Before  the  hearing  on  the  routing  case,  No.  13551,  same  com- 
plainant vs.  New  York  Central,  was  heard.  That  case  involved 
the  movement  of  two  cars  of  pine  heading  from  Pelham,  Ala.,  to 
Solvay,  N.  Y.,  subsequently  reshipped  to  Syracuse,  N.  Y.  The 
dispute  centered  around  the  question  whether  the  cars  were  re- 
shipped  or  whether  they  were  reconsigned.  The  carriers  took 
the  former  position  and  charged  the  $10  per  car  penalty  charge 
on  the  cars  for  the  length  of  time  they  remained  on  private  side 
tracks  in  Solvay,  amounting  to  $271.  The  complainants  con- 
tended that  the  reconsigning  charges  should  not  have  been  over 
$91.  The  cars  were  shipped  from  Pelham  and  arrived  at  Sol- 
vay on  December  24  and  29,  1920.  They  were  rejected  by  the 
consignee  on  January  10,  1921,  and  ordered  forwarded  to  a  stor- 
age house  in  Syracuse,  three  miles  from  Solvay,  two  days  later. 


PACIFIC    CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  March, 
1922,  shows  1,963  cars  held  overtime,  a  percentage  of  17.88,  as 
against  1,113,  or  a  percentage  of  12.10,  for  March,  1921. 
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WACO,  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

One  Block  on  Mary  at  13th  Street 


JACKSONVILLE,  FLA. 

WIESENFELD  WAREHOUSE  COMPANY 

General  merchandise  storage  and  distribution. 

Prompt  and  intelligent  service. 
References:  Any  jobber,  banker  or  transportation  man  in  the  city. 

DEEP  WATER  AND  RAIL  CONNECTIONS 


ROCHESTER,  NEW  YORK 


General  Storage 


Carload  Distribution 

iwriu*  O>s»  W  WMSMM 


R  R.  &  P.  WAREHOUSE,  Inc. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1QM  South  Canal  strut,  near  Taytar  Mrwt 
Teaming  ef  Every   D»»criptl»n— City   D«llv»ry  Sarvta.  an«  Oartea* 


Direct  Freight  and  Passenger  Serrice  From  Gulf  Port*  to 

MEXICO 


VERA  CRUZ  —  TAMP1CO  —  PUtRTO  MEXICO 
FRONTERA    PROGRESO 


Joint  TM  iis»s»  at 

THE  STEELE  LINE 

Th«  Mexican  Fruil  A  StMnuhlp  Corporation 
The  Blu.h.U).  Fruit  *  St*«m«hip  Company 

FROM  NEW  ORLEANS 

SS  VUMA  SS  SIGVALD  SS  JAMAICA  W..klx  u 

FROM  GALVESTON.  TEXAS  CITY  A  BEAUMONT 

SS  OLCA  S.—  Smii-monthlr  ullinn. 

THE  STEELE  STEAMSHIP  LINE.  Inc.,  Agents 


O<fK««r—4M  Common  S«., 
N«w  OrUan* 


Th.  Sl««l.  Bldj  . 
Calrriton 


!•  Moor*  St., 
N.w  York  City 


SAVANNAH,      GEORGIA 

Storage— Pool  Cars  Our  Specialty 

H.  H.  BRADLEY  &  CO. 


Personal  Service 


Quick  Despatch 


MUSKOGEE,  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Care  Distributed 

Railroad  Siding. 


The  Logical  Distributing  Point 
for  the  Southwest 

General  Merchandise,  Furniture  and  Household  Goods, 

Storage  and  Forwarding. 
Light  and  Heavy  Hauling.     City  Deliveries,  Etc. 

Motor  Equipment. 

Pool  Car  Distributing  and  Forwarding. 
Free  Switching  on  Carload  Lot*. 

Caddo  Transfer  and  Warehouse  Company,  Inc. 

61S  Market  Street,   Shreveport,   Louisiana 
P.  O.  Box  No.  62 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


Make  thii  Mammoth  Plant 

YOUR  CHICAGO  WAREHOUSE 

Downtown,  readily  accessible  to 
your  Chicago  trade.  Superior 
facilities  for  prompt  out-of-town 
shipments  without  cartage 

BETTER    INVESTIGATE 


The    largest    public    warehousing 
unit  west  of  the  Atlantic  Seaboard 

WESTERN 

WAREHOUSING     COMPANY 

Polk  Street  Terminal,  Pennsylvania  System 

CHICAGO 

" Al  (h.  F.,,.  W  Ik*  L~»"     WILSON  V.  LITTLE,  Supt. 


ATLANTA,  GEORGIA 

Security  Warehouse  Company 

HMOO  Square  Feet  Floor  Space  "Bankers  of  Merchandise" 


Mr.  Traffic  Man: 

Do  you  have  Storage  and  Distribu- 
tion problems  at  ATLANTA  ?  If  so, 
we  have  the  facilities  and  experience 
to  be  of  real  service  to  you. 
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CLAIMS  AGAINST  EXPRESS  COMPANIES 

The  Traffic   World   Washington  Bureau 

John  E.  Benton,  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  has  sent  the  following 
bulletin  to  members,  on  the  question  of  the  liability  of  the  Amer- 
ican Railway  Express  Co.  for  claims  against  predecessor  com- 
panies: 

It  will  be  remembered  that  in  1920,  on  behalf  of  thirty-three  state 
commissions,  I  appeared  before  the  I.  C.  C.  in  opposition  to  approval 
of  the  continuance  of  the  express  consolidation,  unless  provision  should 
be  made  for  the  payment  of  claims  against  the  predecessor  companies. 
Such  provision  was  not  required.  I  have  received  several  inquiries 
from  different  sources  as  to  the  remedy,  if  any,  which  such  claimants 
may  have.  Major  Forward,  of  the  Virginia  commission,  has  Just  fa- 
vored me  with  a  copy  of  a  letter  which  he  is  sending  to  such  claim- 
ants in  Virginia,  who  have  applied  to  that  commission  for  assistance. 
The  letter  is  self-explanatory,  and  may  point  the  way  to  recovery  of 
such  claims.  I  quote  the  essential  portions  of  it: 

"I  now  call  your  attention  to  the  decision  of  the  Supreme  C»urt 
of  Appeals  of  Virginia,  in  the  case  of  American  Railway  Express  Com- 
pany vs.  Downing  (25  Virginia  Appeals,  page  187).  In  that  case,  the 
court  held  that  the  transfer  of  the  assets  of  the  Adams  Express  Com- 
pany to  the  American  Railway  Express  Company,  in  consideration  of 
a  stock  issue,  was  not  a  transfer  for  value  and  that  the  American 
Railway  Express  Company  took  such  assets  with  notice  of  the  claims 
of  creditors  and  subject  to  such  claims.  The  court  also  applied  the 
trust  obligation  theory  of  corporate  assets  and  held  that  on  this 
ground  likewise  the  creditors  might  follow  the  assets  of  the  Adams 
Express  Company  into  the  hands  of  the  American  Railway  Express 
Company. 

"You  will  observe  that  the  court  sanctioned  a  suit  direct  by  a 
creditor  of  the  Adams  Express  Company  against  the  American  Rail- 
way Express  Company.  It  seems  to  the  commission  that  this  decision 
is  of  great  importance  in  adl  cases  where  claim  is  not  barred  by  the 
Statute  of  Limitations.  It  might  be  well  to  recall  also  that  the  Inter- 
state Commerce  Commission  has  held  that  the  requirement  of  the  ex- 
press companies  that  a  suit  to  be  valid  must  be  filed  within  two  years 
and  one  day,  was  an  unreasonable  regulation.  (See  National  Indus- 
trial Traffic  League  vs.  American  Railway  Express  Company,  58  I.  C. 
C.  304.)" 

CASTLETON  CUT-OFF  IMPROVEMENT 

Construction  work  will  begin  at  once  on  the  Castleton  bridge 
and  "cut-off"  Improvement  of  the  New  York  Central  Railroad,  un- 
der plans  providing  for  rapid  work  on  a  scale  that  will  bring  it 
into  operation  within  two  years.  The  bridge,  connecting  railway, 
yards,  etc.,  call  for  an  ultimate  expenditure  of  approximately 
$20,000,000. 

The  new  bridge,  about  twelve  miles  south  of  Albany,  N.  Y., 
will  be  the  second  high-level  structure  to  span  the  Hudson  River, 
and  larger  than  its  single  predecessor  at  Poughkeepsie,  N.  Y.  Ex- 
tending from  it  will  be  three  tangents  of  double-track  railway, 
aggregating  twenty  miles,  creating  shorter  and  level  connections 
between  the  main  line  of  the  New  York  Central  and  its  two  im- 
portant branches,  the  Boston  &  Albany  and  the  West  Shore  Rail- 
road. 

The  beneficial  results  predicted  by  the  railroad  operating 
officials  and  engineers  include  the  practical  doubling  of  New  York 
Central  freight  tonnage  capacity,  a  great  increase  in  passenger- 
carrying  capacity,  and  a  possible  reduction  of  average  time  in 
transit  of  freight  between  the  North  Atlantic  seaports  and  the 
Middle  West  of  from  two  to  five  days.  The  new  connection  will 
provide  easy  flow  for  a  vast  amount  of  through  freight  traffic  of 
New  England  and  New  York  now  passing  through  the  Albany 
gateway,  where  conditions  restrict  rail  facilities,  causing  un- 
economical operation  and  in  times  of  heavy  business,  serious  con- 
gestion and  delays. 

Upward  of  2000  men  will  be  employed  on  the  improvement  at 
the  bridge  site,  which  on  the  east  shore  of  the  Hudson  River  is 
at  Schodack  Landing,  about  two  miles  south  of  Castleton,  N.  Y. 

The  improvement  will  include  the  creation  of  one  of  the 
greatest  gravity  freight  classification  yards  in  existence,  a  few 
miles  inland  on  the  West  Shore  at  Feura  Bush,  N.  Y.  Here,  in  a 
new  multi-track  yard  six  miles  long,  freight  cars  may  be  assorted 
into  solid  trains  for  movement  when  eastbound  either  down  the 
West  Shore  tracks  for  direct  connection  with  deep-water  ship- 
ping at  Weehawken,  N.  J.,  across  the  new  bridge  to  the  New 
York  Central  main  line  for  delivery  to  the  freight  terminals  on 
Manhattan  Island,  or  to  connection  by  easy  grade  with  the  Bos- 
ton &  Albany  for  deliveries  in  New  England. 

In  this  big  yard  may  be  concentrated  classification  work  now 
carried  on  in  the  smaller  and  inadequate  yards  of  West  Albany, 
Karner,  Ravena  and  other  points,  eliminating  a  vast  amount  of 
lost  motion.  The  railroad  authorities  have  computed  that  the 
large  investment  will  be  justified  and  pay  out  in  future  years 
through  the  reduction  of  operating  cost  and  capacity  to  handle 
the  greater  business  of  its  highly-developed  and  fast-growing  in- 
dustrial territory. 


There  were  small  decreases  in  merchandise,  L.  C.  L.,  and 
live  stock  loadings  in  the  week  ended  May  13  as  compared  with 
the  week  ended  May  6,  but  increases  were  reported  in  all  other 
loadings,  miscellaneous  reaching  300,684  cars. 

Coal  loading  increased  from  75,410  in  the  week  ended  May 
6  to  79,170  in  the  week  ended  May  13. 

Loadings  by  districts  for  the  week  ended  May  13  and  the 
corresponding  week  of  1921  were  as  follows: 

Eastern  district:  Grain  and  grain  products,  10,886  and 
6,402;  live  stock,  2,878  and  2,536;  coal,  8,455  and  45,543;  coke, 
1,434  and  1,130;  forest  products,  5,857  and  5,452;  ore,  2,442  and 
2,679;  merchandise,  L.  C.  L.,  70,555  and  57,174;  miscellaneous, 
85,132  and  65,340;  total,  1922,  187,639;  1921,  186,256;  1920,  192,921. 

Allegheny  district:  Grain  and  grain  products,  2,240  and 
1,868;  live  stock,  2,684  and  2,545;  coal,  12,866  and  50,698;  coke, 
4,531  and  2,509;  forest  products,  3,007  and  2,129;  ore,  2,758  and 
4,059;  merchandise,  L.  C.  L.,  51,448  and  43,403;  miscellaneous, 
66,449  and  46,330;  total,  1922,  146,483;  1921,  153,541;  1920,  175,041. 

Pocahontas  district:  Grain  and  grain  products,  192  and  134; 
live  stock,  88  and  75;  coal,  28,283  and  23,566;  coke,  318  and  201; 
forest  products,  1,547  and  1,218;  ore,  30  and  19;  merchandise, 
L.  C.  L.,  6,145  and  5,139;  miscellaneous,  4,163  and  3,537;  total, 
1922,  40,676;  1921,  33,889;  1920,  30,868. 

Southern  district:  Grain  and  grain  products,  3,192  and 
3,424;  live  stock,  2,192  and  1,832;  coal,  21,832  and  18,545;  coke, 
999  and  760;  forest  products,  19,281  and  14,293;  ore,  1,064  and 
818;  merchandise,  L.  C.  L.,  34,289  and  36,292;  miscellaneous, 
46,020  and  33,907;  total,  1922,  128,869;  1921,  109,871;  1920,  127,457. 

Northwestern  district:  Grain  and  grain  products,  10,867  and 
7,838;  live  stock,  7,926  and  6,705;  coal,  2,487  and  4,374;  coke, 
1,207  and  598;  forest  products,  17,656  and  14,217;  ore,  5,752  and 
15,414;  merchandise,  L.  C.  L.,  30,187  and  27,087;  miscellaneous, 
35,604  and  29,800;  total,  1922,  111,686;  1921,  106,033;  1920,  140,113. 

Central  Western  district:  Grain  and  grain  products,  10,592 
and  9,659;  live  stock,  11,304  and  9,633;  coal,  3,232  and  14,594; 
coke,  155  and  167;  forest  products,  5,872  and  5,638;  ore,  2,020 
and  747;  merchandise,  L.  C.  L.,  32,880  and  31,154;  miscellaneous, 
38,970  and  31,798;  total,  1922,  105,025;  1921,  103,390;  1920,  114,779. 

Southwestern  district:  Grain  and  grain  products,  4,301  and 
4,775;  live  stock,  2,868  and  2,188;  coal,  2,015  and  3,959;  coke, 
169  and  118;  forest  products,  7,531  and  6,287;  ore,  337  and  759; 
merchandise,  L.  C.  L.,  15,914  and  16,540;  miscellaneous,  23,846 
and  23,580;  total,  1922,  56,981;  1921,  58,206;  1920,  61,966. 

Total,  all  roads:  Grain  and  grain  products,  42,270  and  34,- 
100;  live  stock,  29,940  and  25,514;  coal,  79,170  and  161,279;  coke, 
8,813  and  5,483;  forest  products,  60,661  and  49,234;  ore,  14,403 
and  24,495;  merchandise,  L.  C.  L.,  241,418  and  216,789;  miscel- 
laneous, 300,684  and  234,292;  total,  1922,  777,359;  1921,  751,186; 
1920,  843,145. 


REVENUE  FREIGHT  LOADING 

Revenue  freight  loading  in  the  week  ended  May  13  totaled 
777,359  cars,  an  increase  of  21,610  cars  over  the  preceding  week, 
according  to  the  weekly  report  of  the  car  service  division  of 
the  American  Railway  Association.  Loadings  in  the  correspond- 
ing weeks  of  1921  and  1920  were  751,186  and  843,145,  respect- 
ively. 


CAR  MILEAGE  AND  TONNAGE   FIGURES 

Car-miles  per  day  averaged  24.4  in  March  as  against  23.2  in 
February  and  20.4  in  January,  and  20.9  in  March,  1921,  according 
to  compilations  by  the  Bureau  of  Railway  Economics.  Tons  per 
car  averaged  27.8  as  against  28.2  in  February,  27.6  in  January, 
and  27.2  in  March,  1921.  The  per  cent  of  loaded  to  total  car-miles 
was  64.9  as  against  64  in  February,  63.9  in  January,  and  63.3  in 
March,  1921. 


CAR    LOCATION    STATEMENT 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  May  1,  issued  by  the  car  service  division 
of  the  American  Railway  Association,  showed  the  following: 
Eastern  district,  97.4  as  against  97.2  a  year  ago;  Allegheny  dis- 
trict, 103.8  as  against  99  a  year  ago;  Pocahontas  district,  90.9  as 
against  92.8  a  year  ago;  Southern  district,  100.6  as  against  98.9 
a  year  ago;  Western  district,  96.4  as  against  97.3  a  year  ago;  all 
districts,  98.4  as  against  97.6  a  year  ago;  Canadian  roads,  91.2  as 
against  95.9  a  year  ago.  The  per  cent  of  home  cars  on  home 
roads  was  72.9  as  of  May  1. 


CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  surplus  of  freight  cars  in  good  order  in 
the  period  May  8-15  was  343,689,  as  compared  with  353,239  in 
the  preceding  period,  according  to  the  weekly  report  of  the  car 
service  division  of  the  A.  R.  A. 

The  surplus  was  made  up  as  follows:  Box,  79,136;  ventilated 
box,  4,176;  auto  and  furniture,  1,328;  total  box,  84,640;  flat,  5,286; 
gondola,  109,285;  hopper,  109,181;  total,  all  coal,  218,466;  coke, 
6,190;  S.  D.  stock,  14,045;  D.  D.  stock,  1,311;  refrigerator, 
8,769;  tank,  550;  miscellaneous,  5,432;  total,  343,689. 

The  average  daily  shortage  was  816  cars,  made  up  of  252 
box,  86  flat,  355  gondola,  94  hopper,  1  S.  D.  stock,  25  refrigerator 
and  3  miscellaneous. 


VIRGINIAN   TERMINAL   BONDS 

The  Virginian  Terminal  Railway  Co.  has  applied  to  the  Com- 
mission for  authority  to  issue  $909,000  of  its  first  mortgage  5  per 
cent  50-year  gold  bonds  for  the  reimbursement  of  the  applicant's 
treasury  for  moneys  expended  in  improvements,  additions,  and 
betterments. 
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PHILADELPHIA 
PORTLAND.  ME. 


ANTWERP 

HAMBURG  GLASGOW 

MEDITERRANEAN  HAVRE 

LIVERPOOL  ROTTERDAM 

SOUTHAMPTON  DANZIG 

LEVANT 

Import  mitd  Export  Fr»lgl»l  Shipment*  SWfeftwf 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Coc.  Daarbom  and  Randolph  St».  T.l.phon.  Central  2050 


QUEENSTOWN 
PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


EGULAR  SAILINGS 


F-REIGMT 

SERVICE 

BETWEEN 


NEW    YORK    AND    PHILADELPHIA 


MARSEILLES, 
GENOA, 


SPAIN 

NORTH  AFRICA 


Through  Bills  of  Lading  for  all  port*  of  Spain,  Morocco, 
Algeria,  Tunisia,  Cctte,  Nice  and  Near  East 

SOCIETE  LES  AFFR^TEURS  REUNIS 


CHICAGO  AGENT: 

M  CKMHWri.  112  W  Atari  SL 
PHILADELPHIA  AGENT: 

i  to,  m  vat*  si 


THREE  STAR  LINE. INC. 

23  Bridge  St.N.Y.C.  Bowling  QreenZIIS 


BAD  ORDER  CARS  cause  the  loss  of  many 
hard  earned  dollars  to  railroad  companies  and  ship- 
pers of  grain,  seed,  food  stuffs  and  package  goods. 

MUCH  OF  THIS  LOSS  can  t>c  saved  by  the 
use  of  Kennedy  Car  Liners.  These  car  liners  prac- 
tically condition  a  bad  order  car  and  enable  ship- 
pers to  load  cars  that  otherwise  would  be  rejected. 

KENNEDY  SYSTEM  of  car  liners  prevent 
leakage  in  transit  and  afford  sanitary  protection  to 
hulk  >hipments  and  food  stuffs. 

WE  MAKE  Kennedy  Car  Liners  for  all  cases 
of  bad  order  cars,  consisting  of  full  Standard  Liners, 
End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

WILL  YOU  NOT  give  us  an  opportunity  to 
submit  full  details  of  our  system  and  the  low  cost 
of  same?  We  are  confident  this  would  demonstrate 
to  you  the  efficiency  and  money  i-aving  merits  of 
our  proposition. 

The  Kennedy  Car  Liner  &  Bag  Co. 

Ml  M  ii  \  \  1 1  I  »  .  INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 


Special  Service 

In  order  that  our  clients  and  others 
may  understand  perfectly  the  functions 
and  processes  of  a  well-organized  for- 
warding house,  we  have  prepared  a 
Graphic  Chart  and  a  descriptive  book- 
let entitled  "What  We  Do  and  How 
We  Do  It." 

Our  clients  have  them  both  and  value 
them  highly. 

Send  for  yours  at  once — no  obliga- 
tion. 

It  is  simply  our  desire  to  inform 
those  interested  in  the  nature  and  scope 
of  Andrews  Service. 

Established  1884 

D.  C.  ANDREWS  &  CO.,  Inc. 

27-29  Water  Street,  New  York 


Boston  Office 
44  Broad  Street 


Philadelphia  Office 
788  Drexel  Building 


KNOW  THE  RULES 


THIS  circular 
illustrated 
here  contains 
the  latest  rulings  of 
the  express  and 
railroad  companies 
on  the  marking  of 
goods. 


TELL    us   how 
many    copies 
you  would  like  and 
we  shall  gladly  send 
them  along. 


Address  your  Utter  to 


TMC   T»o   HAKtO* 

Dept.  TW  5  Framingham,  Ma 

Salt*  Office!  in  34  Large  CitU* 
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W.  P.  CONTROL  OF  S.  N.  R.  R. 

The  Traffic  World   Washington  Bureau 

The  Commission  has  denied,  without  prejudice,  an  applica- 
tion of  the  Western  Pacific  Railroad  Company  to  obtain  con- 
trol of  the  line  of  the  Sacramento  Northern  Railroad  which  owns 
and  operates  an  electric  railway  extending  from  Sacramento 
to  Hamilton,  Calif.,  and  branches  to  Woodland,  Colusa,  Oroville 
and  Swanston.  The  total  first  main  line  trackage  is  165.03 
miles. 

The  Western  Pacific  Railroad  Company  proposed  to  acquire 
control  of  the  property  of  the  Sacramento  Northern  through 
the  purchase  of  its  outstanding  bonds  and  of  the  capital  stock 
of  a  new  company  which  will  become  the  owner  of  the  old 
company's  lines  and  other  property. 

The  Commission  held  that  the  new  Sacramento  Northern 
company  must  make  application  under  section  20a  for  authority 
to  issue  its  stock  and  to  assume  the  obligations  of  the  old 
company.  It  said  that  until  such  application  had  been  made 
it  was  unable  to  pass  upon  the  public  interest  involved  in  the 
acquisition  of  control  of  such  company  by  the  Western  Pacific. 

"The  stock  proposed  to  be  acquired  by  the  applicant  would 
have  no  validity  without  our  authorization,"  the  Commission 
said.  "The  application  will  be  denied,  without  prejudice  to  its 
renewal  later,  if  the  new  Sacramento  Northern  company  should 
apply  to  us  for  authority  to  issue  its  securities  and  to  assume 
the  liabilities  proposed." 

Commissioner  Daniels  dissented,  holding  that  it  was  not 
necessary  for  the  new  Sacramento  Northern  company  to  apply 
to  the  Commission  for  authority  to  issue  securities  because 
the  line  is  an  electric  interurban  railroad  and  not  a  part  of  a 
general  steam  railroad  -system. 


of  divisions  covering  that  traffic  has  ever  been  worked  out  over 
our  lines." 

The  Great  Northern,  he  said,  tapped  the  lumber  fields  in 
Washington  and  Oregan  and  preferred  to  haul  that  product  to 
the  Minnesota  and  Wisconsin  markets  rather  than  take  a  short 
haul  on  the  lumber  from  California. 


RATES  ON  LUMBER  FROM  CALIFORNIA 

A  difference  of  opinion  as  to  the  way  the  carriers  ought 
to  go  about  complying  with  the  Commission's  decision  in  the 
case  of  the  Gaynor  Lumber  Co.  vs.  Director-General,  decided  in 
January  (66  I.  C.  C.  109-112),  resulted  in  the  suspension  of  the 
tariffs  filed  by -the  carriers  and  an  attempt  at  justification,  be- 
fore Examiner  T.  J.  Butler,  in  Chicago,  May  22,  at  the  hearing 
on  I.  and  S.  1535,  lumber  from  California  to  Minnesota  and 
Wisconsin. 

In  the  Gaynor  case  the  Commission  found  the  rates  on 
California  lumber  to  points  intermediate  between  Sioux  City 
and  St.  Paul  unreasonable  to  the  extent  they  exceeded  the  rate 
to  the  latter  point,  and  denied  permission  to  continue  violations 
of  the  fourth  section  that  gave  the  Twin  Cities  and  other  ad- 
jacent markets  a  lower  rate  than  the  intermediates.  In  an 
attempt  to  cure  this  situation,  according  to  B.  F.  Parsons, 
assistant  general  freight  agent  for  the  Great  Western,  the 
carriers  simply  moved  the  boundary  line  of  the  destination 
group  E  westward  to  include  St.  Paul,  Minneapolis  and  South 
Still  water,  thus  raising  the  California  lumber  rate  from  66  V& 
to  73  cents. 

Mr.  Parsons  said  that  the  situation  resulted  from  a  mis- 
understanding of  the  Commission's  order  in  the  Gaynor  case, 
it  being  the  original  position  of  the  carriers  that  that  order 
rescinded  the  fourth  section  permission  only  so  far  as  the 
points  involved  in  that  complaint  were  concerned.  He  said  he 
had  been  informed,  however,  by  the  Commission  that  the  intent 
of  the  order  was  to  remove  all  fourth  section  violations  on 
California  lumber  in  Missouri,  Iowa  and  Minnesota. 

The  objections  of  the  shippers  went  chiefly  to  the  disparity 
the  proposed  change  would  create  in  the  rates  on  lumber  from 
California  on  the  one  hand  and  the  north  Pacific  coast  on  the 
other.  These  rates,  they  said,  had  always  been  on  a  parity, 
and  a  witness  for  one  of  the  mills  at  South  Stillwater  insisted 
that  it  was  necessary  to  buy  at .  both  sources  in  order  to  fill 
orders.  There  was  also  considerable  protest  against  any  raise 
in  lumber  rates  whatsoever,  it  being  contended  that  the  indus- 
try was  in  no  shape  to  stand  any  change  in  rates  except  a 
reduction  at  the  present  time. 

Most  of  the  objections  assumed  a  minor  aspect,  however, 
when  it  became  apparent  that  both  sides  were  more  interested 
in  the  fourth  section  situation  than  in  the  rates.  Mr.  Parsons 
said  that  if  the  Commission  would  reconsider  its  decision  in 
the  Gaynor  case  to  the  extent  of  requiring  strict  application 
of  the  section  to  the  points  involved  in  that  case  only,  the  car- 
riers would  be  glad  to  withdraw  the  objectionable  tariff.  He 
said  his  road  had  not  been  a  party  to  that  case  and,  so  far  as 
he  knew,  the  fourth  section  question  was  not  gone  into  to 
any  great  extent  at  the  hearing  on  the  Gaynor  case. 

"If  the  Commission  should  decide  that  no  fourth  section 
violations  should  exist  on  Pacific  coast  lumber,  It  would  mean 
that  we  would  have  to  blanket  the  lumber  rates  from  the  Mis- 
souri River  almost  to  Chicago,"  he  said. 

P.  H.  Burnham,  general  freight  agent  for  the  Great  North- 
ern, asked  that  his  road  be  excluded  from  any  arrangement 
regarding  California  lumber  rates. 

"We  do  not  solicit  the  business,"  he  said,  "and  no  basis 


NEW  ENGLAND  TRAFFIC  LEAGUE 

The  annual  meeting  of  the  New  England  Traffic  League  was 
held  at  Boston  May  19  and  the  following  officers  were  elected: 

President — R.  L.  French,  general  traffic  manager,  Columbia 
Graphophone  Mfg.  Co.,  Bridgeport,  Conn. 

First  vice-president — C.  L.  Guest,  T.  M.,  Gilber  &  Barker 
Mfg.  Co.,  Springfield,  Mass. 

Second  vice-president— W.  F.  Price,  T.  M.,  the  J.  B.  Williams 
Co.,  Glastonbury,  Conn. 

Treasurer — F.  W.  Hunt,  T.  M.,  Chase  &  Sanborn,  Boston, 
Mass. 

Board  of  directors — F.  G.  Russell,  Landers,  Frary  &  Clark, 
New  Britain,  Conn.;  R.  W.  Miller,  the  Crane  Co.,  Bridgeport, 
Conn.;  R.  W.  Poteet,  the  Stanley  Works,  New  Britain,  Conn.; 
W.  F.  Price,  the  J.  B.  Williams  Co.,  Glastonbury,  Conn.;  W.  H. 
Pease,  Bridgeport  Brass  Co.,  Bridgeport,  Conn.;  G.  F.  Feeney, 
Chamber  of  Commerce,  Portland,  Me.;  E.  M.  Jouett,  Burnham 
&  Merrill,  Portland,  Me.;  C.  N.  Moran,  Estey  Organ  Co.,  Brat- 
tleboro,  Vt.;  C.  D.  Waters,  Barre  Quarriers'  Manufacturers'  Asso- 
ciation, Barre,  Vt.;  W.  H.  Chandler,  Boston  Chamber  of  Com- 
merce, Boston;  William  H.  Day,  Jr.,  Lynn  Chamber  of  Com- 
merce, Lynn,  Mass.;  J.  H.  Lane,  Worcester  Chamber  of  Com- 
merce, Worcester,  Mass.;  R.  C.  Johnson,  Chamber  of  Commerce, 
Haverhill,  Mass.;  H.  A.  Montague,  B.  D.  Rising  Paper  Co., 
Housatonic,  Mass.;  A.  K.  Tapper,  Webster-Tapper  Co.,  Boston, 
Mass.;  C.  C.  Gale,  North  Packing  &  Provision  Co.,  Boston; 
F.  N.  Putnam,  Nashua  Gummed  &  Coated  Paper  Co.,  Nashua, 
N.  H.;  E.  C.  Southwick,  Providence  Chamber  of  Commerce, 
Providence,  R.  I.;  H.  W.  Richardson,  American  Electrical  Works, 
Phillipsdale,  R.  I. 


CHANCE  TO   HELP   SERVICE   MEN 

The  United  States  Veteran  Bureau  has  offered  to  place  about 
thirty  slightly  disabled  former  service  men  in  traffic  offices  in 
Chicago  for  the  purpose  of  learning  the  traffic  business. 

The  men  are  all  paid  by  the  United  States  government,  and 
there  will  be  no  cost  to  the  concerns  utilizing  them.  The  men 
will  be  required  to  observe  regular  office  hours  and  discipline, 
with  the  exception  that  on  three  afternoons  each  week  they 
will  attend  the  Y.  M.  C.  A.  School  of  Commerce  to  be  instructed 
in  traffic  work  by  J.  D.  Collier,  who  has  consented  to  give  his 
services  to  this  work.  The  physical  disability  of  most  of  these 
men  is  slight.  In  fact,  in  many  cases  it  is  not  noticeable,  and 
such  disability  will  in  no  way  interfere  with  their  performance 
of  the  usual  duties  of  a  traffic  clerk. 

The  men  have  all  been  injured  in  service  in  the  United 
States  Army  in  the  recent  war  and  are  earnest  young  men  who 
are  desirous  of  learning  a  business  that  will  bring  them  steady 
employment  .and  a  chance  to  advance  themselves. 

Anyone  who  can  use  the  services  of  such  a  man  and  is 
willing  to  lend  assistance  in  teaching  him  the  fundamentals  of 
transportation  is  asked  to  communicate  with  the  Army  and  Navy 
Committee,  Traffic  Club  of  Chicago. 


CHANGE    IN    DOCKET 

Hearing  in  13508,  B.  Lissberger  &  Co.  et  al.  vs.  P.  R.  R. 
et  al.,  assigned  for  May  26  at  New  York,  was  postponed  to  a 
date  to  be  hereafter  fixed. 

Hearing  in  13593,  the  Wheatena  Company  vs.  Director-Gen- 
eral, P.  R.  R.  et  al.,  assigned  for  May  25  at  New  York,  was 
postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  13649,  J.  R.  Thames  vs.  Ala.  &  N.  W.  et  al.,  and 
13728,  J.  R.  Thames  vs.  Ala.  &  N.  W.  et  al.,  assigned  for  May  26 
at  Birmingham,  Ala.,  was  postponed  to  a  date  to  be  hereafter 
fixed. 

Hearing  in  13592,  Raritan  Aniline  Works  vs.  Director-General 
and  C.  R.  R.  of  N.  J.,  assigned  for  May  25  at  New  York,  was 
cancelled  and  reassigned  for  May  24  at  New  York. 

Hearing  in  Finance  Docket  No.  2303  and  No.  2305  was  set 
for  Washington,  D.  C.,  May  26,  before  Examiner  Davis. 


STANDARD  TIME  ZONE  INVESTIGATION 

The  Commission,  on  petition  of  the  city  of  Detroit,  has  re- 
opened the  standard  time  zone  investigation,  No.  10122,  for 
further  hearing  on  the  question  of  whether  the  Commission's 
orders  in  that  case  defining  the  boundary  line  between  the 
United  States  standard  eastern  time  zone  and  the  United  States 
standard  central  time  zone,  should  be  modified  so  as  to  include 
the  city  of  Detroit  and  any  western  portions  of  the  state  of  Michi- 
gan in  the  standard  eastern  time  zone.  Commissioner  Aitchison 
will  hold  a  hearing  on  this  question  at  Detroit  on  May  29. 


May  27.  1922 
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'Ship  by  Water" 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

TO 

Los  Angeles,  San  Francisco,  Oak- 
land, Portland,  Seattle  and  Tacoma 

FROM 

New  York,  Baltimore 
Norfolk,        Philadelphia 

Thru  hill*  of  lading  to  San  Diego.  Stockton  and  Sacramento.  California  ; 
Aatoria,  Oregon ,  Vancouver.  Victoria.  B.C. ;  Hawaiian  and  Far  Ea*t  Port* 

For  rate*.  DM**  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

Moore  and  Water  Street. .  N.w  York     *•-.•-••.  •«*« <-•»  "•« 

ire.  Md.         PruUaeJahti.  Pa.        Prttsbwrh.  Pa.         Cleveland.  Ohio 

hlaraMIIUf. 


Pmil.ll|l  V  P.. 

OmelMf. 
And  at  our  Branch  Office*  at  port*  of  call.  etc. 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via   PANAMA    CANAL 

WEST  COAST  CENTRAL  AMERICA.  MEXICO 

Calling  mt  Norfolk,  Va.;  Corinto,  Nicaragua.  La  Libertad,   .Salvador; 

San  Joaa  da  Guatemala  and  Manzanilln  i  Havana,  East  bound 

5.S.  COLOMBIA  fail*  from  Ntitt  York  June  7th 

5.5.  CUBA  iai/«  frown  San  Francisco  June  5th 

5.5.  SANTA  ANA  tail*  from  San  Franciteo  June  10th 

Sailing*  about  avary  17  day*  thereafter 
All  New  York  Sailing*  from  Plar  S3,  Atlantic  Tarmlnal,  Biuaklf. 

PANAMA  SERVICE 

iatwaaai  Sin  Fraaciara,  Lai  Anfala*.  Malic*.  Canlnl  America  ind1  Canal  Zea*. 

5.5.  SAN  JUAN  tail*  from   San  franciaco  June  ISth 

and  Sailing*  about  every  22  daya  thereafter 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanorw  Square.  N.w  York  SOS  California  St..  San 

503  So.  Spring  St.,  Alexandria  Hotal.    Loa  Angaloi 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

*     9*.vn  Fr*nci.».>r>  to  Honolulu.  Yokohama,   Kobo,  Sh*.n(K«l. 
Manila.  Hongkong 

PaSMnnr  and  Freight  Sailings  by  New  and  Lujmrioua  U.S. 
Shipping  Board  Liners 

S.S.  President  Cleveland  (i£Af)  saUs  June  3 
S.S.  President  Wilson  (-«£»»*•.••)  sails  June  24 
S.S.  President  Lincoln  (-t£A.-)  sails  July  22 

and    approximately   every   21  day*    thereafter. 

Sin  hranrNrii-M  ANILA-Honflkong  Service  via  Honolulu 

S.S.  Pretident  Harriion    formerly  "Wolverine  Slate"    June  12th 
S.S.  PreiiJent  Have*  •  formerly  "Creole  Slite")   .     .     July  6th 

and  *T*ry  35  day*  tharaaftar 

T%r»mgm  aaVa  ot  tuning  /aaaiaaf  f o  flflaf  from  oaVnfa  Wjronaf  oarfa  mt  »mtt 
rW  rams  aajd  other  ialorssatioa  apply  to  anjr  railroad  or  tourist  ayaMy.  a*  ia 

PACIFIC  MAIL  STEAMSHIP  CO. 

CM  California  St..  San  Franoiaoo  10  Haoovar  Sajuar*.  N.  Y. 

CM  So.  Spring  St..  AJaiandria  Hotal.    Loa  Ang.Ua 

varin*    Haanitai   U.  S.  ShiorJn.    Board  


Work  That  Is  Like  Play 

—Yet  It  can  easily  bring 
you  $5000  to  $7500  a  year 

An  Amating  Opportunity  it  Offered  Young  Men 
of  Ambition  to  Get  Into  a  Remarkable  New  Big 
Pay  Field.  In  an  Attoniihingly  Short  Time 
You  Can  Qualify  to  Earn  a  Magnificent  Income. 

The  need  for  mm  who  can  capably  repree.nl  American  Buaineas 
abroad,  or  who  can  direct  export  and  import  aciivtii*.  at  horn*.  I* 
growing  more  apparent  every  day.  Every  country  on  tb*  face  of  tb* 
glob*  b  competing  with  each  other  for  foreign  market*,  and  American 
Manufacturers  will  not  permit  themselves  la  be  nuUtrtpped.  so  the 
call  ha*  con*  out  for  Export  and  Import  Manager*. 

Men  with  a  thorough  knowledge  of  Export  and  Import  are  taming 
magniftrent  .alarm,  and  are  finding  their  vocation  not  the  ordinary 
muneUiKou*  routine  of  tb*  average  ome*  man.  but  a  thrilling,  big- 
paying  profeaaion. 

AN  AMAZING  NEW  BIG  PAY  FIELD 

Export  and  Import  Manager*  earn  from  tt.OOO  to  IT.iOO  a  year 
Many  even  earn  more.  Th*  work  of  the  Export  and  Import  Manager 
ia  not  complex  nor  hi  xn  umiaual  education  wjuired  to  maater  it. 
Export  and  Import  la  bated  upon  certain  writ  defined  principle*. 
coupled  with  eaaily  understood  laws  regarding  international  trade. 
•nance,  and  shipping.  You  will  be  amaxed  to  And  bow  rapidly  and 
bow  readily  you  can  prepare  younelf  la  take  your  place  aa  a 
qualified  Export  and  Import  Manager. 

LEABN  IN  SPAKE  TIME 

At  bomj*.  No  need  of  giving  up  your  prevent  work.  Just  a  few 
spar*  hour*  •  week  and  you  can  quickly  maater  th*  training  pre- 
pared «ap*elally  for  this  profemion  by  the  American  Commerce  A»- 
•oriation.  Thia  training  ia  concedad  by  expert*  to  b*  tb*  very  beat 
that  hi  offend. 

FMEE  BOOK  GIVES  FULL  DETAILS 

There  la  absolutely  no  obligation  on  your  part.  Juat  send  your  name 
and  addre**  la  postal  card  will  do),  and  the  finely  Illustrated,  fre* 
bonk  at)  Export  and  Import  will  be  arat  you.  Ix-arn  of  the  amazing 
oppodunlU**  In  thai  wonderful  new  prof«**!on.  Make  up  your  mind 
right  NOW  to  get  out  of  th*  rut  and  into  the  "Field  of  Greater 
Opportunity."  Writ"  SOW! 

AMERICAN  COMMERCE  ASSOCIATION 

Depl.  1*-D.  IMS  Drexel  Bind.  Chicago.  III. 


Handiest  File 
ever  devised 

ON  TRIAL  AT  OUR  RISK 


The  famous 


COMPANION 


^H**x  you  your  facts  and  figures 
without  waiting  to  have  them 
brought  to  you.  Your  Depart 
mcni.  daily  work  and  unfinished 
business  within  arm's  reach, 
always  in  good  order  and  con- 
veniently accessible.  Opens  like 
a  book,  exposing  every  sheet, 
readable  in  the  file  if  you  wish. 
Automatic  locking  device 
for  privacy. 


SEND  FOR  —  Special 
descriptive  folder  lOOjT 
General    CalaJo 
New  Desk  Catalog  2jT 


Manufaet 
of  Automatic 
V    Expanding 
Tariff  File* 


I  HI.  A!  TOMATIC  FILE  &  INDEX  CO. 

Onrral  Office*.  E.  iclh  Street.  GREEN  BAY.  \VIS 
Chicago  Branch.  i<,  S  La  SaJle  Street 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  inter«ate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  de«ire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  hia  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  'n  •  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  at' "ice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question.  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complei  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
TraBc  •«Tln  Corporation,  Colorado  Building.  Washington,  D.  C. 


Demurrage — Weather  Interference 

Oklahoma. — Question:  During  March  of  this  year  we  re- 
ceived 14  cars  of  crushed  stone  consigned  to  us  at  "A,"  Okla- 
homa. Cars  were  set  for  unloading  on  public  delivery  track. 
After  arrival  and  during  free  time,  a  very  severe  blizzard  oc- 
curred, followed  immediately  by  a  thaw  which  made  country 
roads  impassable,  rendering  it  impossible  for  us  to  unload  cars 
pending  the  condition  of  the  rails.  Railroad  contends  that  inas- 
much as  the  approach  to  the  cars  was  in  condition  to  permit  un- 
loading that  they  can  not  be  held  responsible  for  the  condition  of 
the  roads  over  which  material  had  to  be  hauled.  We  were  unable 
to  unload  on  the  groiihd  adjacent  to  the  tracks  and  in  conse- 
quence $224.00  demurrage,  according  to  the  railroad  figures,  ac- 
crued. Please  advise  if,  under  these  circumstances,  we  can 
claim  exemption  of  charges  under  Rule  8,  Section  A  of  Kelly's 
demurrage  tariff  No.  4-B.  Notice  was  given  railroad  in  the 
proper  manner  of  our  inability  to  unload  on  account  of  roads 
impassable. 

Answer:  While  we  do  not  locate  an  opinion  of  the  Com- 
mission covering  similar  facts,  it  is  our  opinion  that  under  the 
weather  interference  rule  of  the  demurrage  tariff,  it  is  not  con- 
templated that  demurrage  shall  be  waived  because  of  the  con- 
dition of  the  surrounding  country  roads. 

Deduction  for  Shrinkage  of  Grain  in  Adjustment  of  Claims  for 
Loss  of  Grain 

Ohio. — Question:  Up  to  the  present  time  we  have  been 
making  an  allowance  of  %  of  1  per  cent  to  cover  natural  shrink- 
age in  accordance  with  Railroad  Administration  General  Order 
No.  57.  Has  there  been  any  change  or  cancellation  of  this  gen- 
eral order  that  you  know  of? 

We  also  have  I.  C.  C.  Docket  9009  to  contend  with  in  regard 
to  this  reduction,  but  we  think  it  high  time  to  get  away  from 
this  ruling  which  we  believe  was  put  arbitrarily  when  railroads 
were  under  government  control. 

We  filed  a  claim  with  the  "X"  railroad  for  loss  in  transit 
amounting  to  8,540  pounds  on  a  carload  shipment  of  corn  from 
"A,"  111.,  on  the  "Y"  railroad  to  "B,"  Ky.,  without  making  allow- 
ance of  %  of  1  per  cent  The  "X"  railroad  have  now  returned 
claim,  insisting  that  we  make  the  usual  reduction  of  %  of  1 
per  cent. 

Answer:  General  Order  57  of  the  U.  S.  Railroad  Administra- 
tion applied  only  to  shipments  moving  during  the  period  of 
federal  control.  However,  hi  A.  B.  Crouch  Grain  Co.  vs.  A.  T. 
&  S.  F.,  41  I.  C.  C,  717,  it  was  held  by  the  Interstate  Commerce 
Commission  that  a  rule  providing  for  deduction  in  the  adjustment 
of  claims  for  loss  of  grain  in  transit  of  certain  percentages  of 
loading  weights  as  representing  natural  shrinkage  was  not 
illegal  or  unreasonable. 

Rates — Reasonableness  of 

Ohio. — Question:  On  referring  to  pages  272  and  273  of  Union 
Line  East  Bound  Guide  Book,  I.  C.  C.  13,  it  is  noted  that  traffic 
originating  in  C.  F.  A.  Territory,  destined  to  points  located  on 
the  Maryland  &  Penna.  R.  R.  between  York,  Pa.,  and  Baltimore, 
Md.,  take  arbitraries  over  the  rates  published  to  Baltimore,  Md. 
The  points  located  in  Pennsylvania  on  the  M.  &  P.  R.  R.  way  bill 
to  York,  Pa.,  while  those  located  in  Maryland  way  bill  to  Balti- 
more, Md.,  which  requirement  indicates  that  the  M.  &  P.  R.  R. 
refrain  from  performing  an  interstate  service  for  the  purpose 
of  evading  the  Fourth  Section  of  the  Act  to  Regulate  Commerce 
between  the  states. 

Inasmuch  as  the  Pennsylvania  Railroad  assess  the  flat  Bal- 
timore rate  to  points  on  its  line  between  York  and  Baltimore, 
is  the  M.  &  P.  R.  R.  Justified  and  within  the  law  in  demanding 
an  arbitrary  over  the  Baltimore  rate  to  points  on  its  line  located 
between  the  same  terminals,  which  service,  however,  is  almost 
Identical  to  and  of  no  greater  value  than  that  performed  by  the 
Pennsylvania  Railroad  at  the  flat  Baltimore  rate?  If  so,  kindly 
quote  on  what  authority  they  are  granted  this  privilege. 

Answer:  By  providing  for  the  routing  of  traffic  to  stations 
East  York  to  Pylesville,  Md.,  via  York,  Pa.,  and  the  routing  of 
traffic  to  stations  Street  to  Evergreen,  Md.,  via  Baltimore,  Md., 
Fourth  Section  violations  which  would  otherwise  result  from  the 


grading  of  arbitraries   over   those   points   towards   Street   and 
Pylesville  are  avoided. 

It  thus  becomes  a  question  as  to  whether  rates  to  these  sta- 
tions higher  than  rates  to  Baltimore  are  just  and  reasonable 
when  taking  into  consideration  all  of  the  conditions  and  circum- 
stances under  which  the  traffic  moves. 

Classification  Governing  Cement  Sacks,  Returned;  Rule  560 
Boyd's  I.  C.  C.  A1273 

Nebraska. — Question:  I  wish  your  interpretation  of  the  fol- 
lowing: Circular  17B,  Western  Trunk  Lines  Rules,  Regulations 
and  Exceptions  to  Classifications  issued  under  Agent  E.'B.  Boyd's 
I.  C.  C.  A  1273,  under  rule  560,  page  20,  quotes  rating  to  apply 
on  cement  plaster  bags  returned. 

In  black-face  type  it  reads  as  follows:  "Nebraska  application 
affecting  less-than-carload  shipments  will  not  apply  on  traffic 
moving  over  one  line  from  and  to  points  named  in  Rule  No.  120." 

Rule  120  is  as  follows:  "Application  in  Nebraska.  Items 
making  reference  to  this  rule  will  apply  on  Nebraska  intrastate 
traffic,  except  on  traffic  to  or  from  Omaha,  Lincoln,  Fremont, 
Beatrice,  Fairbury,  Plattsmouth,  Hastings,  St.  Paul,  Nebraska 
City,  Grand  Island,  Columbus,  Kearney  and  Norfolk,  Nebraska." 

We  shipped  some  empty  sacks  from  Scottsbluff,  Neb.,  to 
Superior,  Neb.,  applying  the  half  of  fourth  class  rate.  The 
contention  by  some  is  that  the  straight  fourth  class  rate  applies. 

Answer:  Our  understanding  is  that  the  words  "Will  not 
apply  on  traffic  moving  over  one  line  from  and  to  points  named 
in  Rule  120"  have  the  effect  of  excluding  the  application  of  the 
half  of  fourth  class  rate  carried  in  Rule  560  on  such  shipments 
moving  over  one  line  between  points  both  located  in  the  state 
of  Nebraska. 

There  may  be  room  for  argument  so  far  as  Omaha,  Lincoln, 
Fremont  and  other  points  mentioned  are  concerned,  these  points 
being  excluded  from  the  affirmative  application  of  Rule  120, 
which  is  only  used  where  other  items  make  specific  reference 
thereto. 

The  words  "Nebraska  state  traffic"  in  Rule  120  list  all  points 
within  the  state  the  same  as  if  specifically  mentioned  by  name. 
Rule  560  is  not  governed  by  Rule  120  in  and  of  itself  but  only  in 
so  far  as  the  latter  contains  a  list  or  manner  of  naming  points 
to  or  from  which  Rule  560  will  or  will  not  apply  on  Nebraska 
shipments. 

For  your  information  we  are  quoting  from  Item  1240  of 
W.  A.  Poteet's  I.  C.  C.  320  (Boyd's  I.  C.  C.  A1273  being  the  current 
reissue  thereof),  covering  the  same  commodity  and  issued  under 
order  of  the  Nebraska  State  Railway  Commission  in  final  order 
ments  moving  over  one  line  only  within  the  state  of  Nebraska, 
application  affecting  less  than  carload  shipments.  The  above 
rating  so  far  as  Nebraska  intrastate  traffic  is  concerned  will 
only  apply  on  shipments  moving  over  two  or  more  lines  of  rail- 
way within  the  state  of  Nebraska  where  joint  through  less  than 
carload  rates  are  in  effect.  For  rating  on  less  than  carload  ship- 
ments moving  over  one  line  only  within  the  state  of  Nebraska 
see  Nebraska  Classification  No.  1,  supplements  thereto  or  re- 
issues thereof." 

Nebraska  Classification  No.  1  provides  for  half  of  fourth 
class  on  this  commodity,  returned,  and  there  was  no  necessity 
for  an  exception  thereto  on  Nebraska  state  business  moving 
under  tariffs  governed  by  the  State  Classification. 

In  later  reissues  of  this  rule  the  application  has  been  trans- 
posed from  an  affirmative  declaration  to  a  negative  declaration 
and  leaving  the  classification  governing  the  tariff  under  which 
the  shipment  moves  to  determine  the  rating. 

Tariffs — Interpretation  of 

Arizona. — Question:  January  10,  1922,  car  potatoes.  Center, 
Colo.,  to  X,  Ariz.,  originally  billed  $1.28%  per  100  pounds  through. 
Claim  was  filed  on  basis  of  $1.10,  made  6  cents  Center,  Colo., 
to  Monte  Viste,  Colo.  Supplement  1,  San  Louis  Central,  I.  C.  C. 
12,  and  $1.04,  Chapman,  Colo.,  to  destination,  being  applicable 
from  Monte  Viste  under  the  intermediate  clause;  authority  for 
rate  supplement  21  to  Countiss'  1-T  and  his  I.  C.  C.  1100.  Car- 
riers declined  claim  as  originally  filed  and  requested  amendment 
to  $1.16%  per  100  pounds,  using  rate  of  $1.10%  from  Monte  Viste 
in  D.  &  R.  G.  I.  C.  C.  2837.  As  shippers  made  allowance  of 
$1.16%  rate,  we  amended  claim  to  basis  of  $1.16%,  and  settle- 
ment was  made. 

Exception  45,  as  amended,  page  7,  Supplement  10  to  1-T, 
effective  October  3,  1921,  suspended  to  March  15,  1922,  by  Sup- 
plement 13  providing  for  non-application  of  group  J  rates  from 
D.  &  R.  G.  stations,  was  confiremd  by  the  Commission  in  I.  and 
S.  1412,  opinion  7346,  66  I.  C.  C.  96-99;  also  there  are  two  Chap- 
mans  in  Colorado,  one  on  the  C.  B.  &  Q.  and  the  other  on  the 
D.  &  R.  G.  The  Chapman  in  1-T  being  unrestricted  in  its  ap- 
plication, either  by  specific  county  or  reference  mark,  and  in 
view  of  the  fact  that  car  moved  during  period  of  suspension 
is  not  the  $1.10  rate  the  legal  rate  to  apply?  Does  not  the  sus- 
pension of  a  tariff  or  supplement  restore,  until  legally  canceled, 
prior  provisions  or  rates  named  in  tariff  and  supplements? 

Answer:  In  suspending  a  tariff  or  supplement,  under  sec- 
tion 7  of  the  interstate  commerce  act,  the  Commission  simply 
defers  for  a  given  time  the  rates,  rules,  regulations,  practices, 
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Put  Your  Cars  In  the  Hands 


Our  Service  'Bureau 


In  order  to  give  its  patrons  close-up  information  concerning  movement  of  their 
cars,  the  Illinois  Central  maintains  a  Service  Bureau,  a  speeded-up,  highly  organized  operation 
excelled  by  none. 

Passing  reports  of  receipts  and  delivery  of  interline  carload  shipments  furnished  promptly. 

Also  passings  at  our  important  district  terminals  o*n  both  interline  and  system  shipments. 

The  personnel  of  this  Bureau,  made  up  of  experienced  operating  men  thoroughly  familiar 
with  the  geography  of  our  system  and  its  connections,  assures  shippers  intelligent  and  sym- 
pathetic treatment. 

We  shall  be  pleased  to  have  you  use  this  service,  addressing  the  undersigned,  Room 
306,  Central  Station,  Chicago,  or  any  of  our  Traffic  Representatives. 

W.  HAYWOOD 

General  Freight  Agent 

EFFICIENCY    AND    COURTESY 
DISTINGUISH  OUR  SERVICE 
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A  RAILWAY 

TRAFFIC  INSPECTOR 


MEN  WANTED --Earn  up  to 
$250  per  Mo,,  Expenses  Paid 

This    fascinating     profession    de- 
mands trained  men !     Unusual  op- 
portunities; meet  big  railway 
officials;     travel,     something 
new  every  day. 

Start  at  $110  per  Mo.,  ex- 
penses   paid.     Prepare   in    3 
mos.'   spare-time    home 
study.     Any  average 
man  can  qualify. 

POSITION  GUARANTEED 

or  money  refunded.  You  take 
no  risk.  Send  coupon  for 
Free  Booklet.  Don't  delay. 

Standard  Business 
Training  Institute 
Buffalo,  N.  Y. 
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etc.,  in  the  schedules  so  suspended,  1.  e.,  until  a  hearing  thereon 
may  be  had  and  the  suspended  schedules  allowed  to  become 
effective  or  finally  held  not  justified.  In  the  meantime,  previous 
regulations,  rates,  rules,  etc.,  have  not  been  changed  and  must 
remain  in  effect  until  and  unless  otherwise  ordered  by  the  Com- 
mission. In  the  case  in  question,  supplement  13  to  Countiss' 
1-T,  I.  C.  C.  1089,  first  suspended  the  proposed  changes  until 
January  31  and  further  until  March  15. 

Chapman,  Colo.,  without  proper  identification,  as  shown  in 
sroup  "J,"  may  be  either  the  Chapman  on  the  D.  &  R.  G.  or 
the  Chapman  on  the  C.  B.  &  Q.,  and  under  all  decisions  of  the 
Commission  where  there  is  a  doubt  as  to  the  meaning  or  in- 
terpretation of  a  tariff  in  any  of  its  phases,  shippers  are  entitled 
to  its  benefit.  With  this  in  mind,  the  use  of  the  intermediate 
rule,  as  shown  in  tariff,  will  provide  for  application  of  group  "J" 
rates  from  Monte  Viste,  an  intermediate  station  on  the  direct 
line  of  the  D.  &  R.  G.  between  Chapman  and  destination. 

However,  given  a  commodity  rate  between  two  stated  points, 
we  are  not  permitted  to  use  a  class  rate,  whether  higher  or 
lower,  except  as  may  be  authorized  by  tariffs  carrying  both  a 
class  and  a  commodity  rate  in  same  issue.  See  rule  7-a,  Tariff 
Circular  18-A,  whiofa  states  that  in  every  instance  where  a  com- 
modity rate  is  named  in  a  tariff  upon  a  commodity  and  between 
specified  points,  such  commodity  rate  is  the  lawful  rate  and 
the  only  rate  that  may  be  used  with  relation  to  that  traffic,  even 
though  a  class  rate  or  some  combination  may  be  lower.  The 
naming  of  a  commodity  rate  on  any  article  or  character  of 
traffic  takes  such  article  out  of  the  classification  and  out  of  the 
class  rates  between  tl^e  points  to  which  such  commodity  rate 
applies. 

The  rate  claimed  as  applicable  by  you  under  Countiss'  tariff 
I.  C.  C.  No.  1089  is  a  class  rate,  whereas  that  carried  in  D.  & 
R.  G.  I.  C.  •  C.  2873  is  -a  commodity  rate  and  has  to  be  given 
preference. 

Damages — Deduction   of  Trade  and   Cash   Discounts 

Massachusetts. — Question:  I  understand  that  the  Louisiana 
courts  have  ruled  that  in  case  of  loss  of  goods  -in  transit  by 
the  railroad,  the  consignee  can  recover  the  gross  amount  of  the 
invoice  before  deducting  trade  and  cash  discounts. 

Will  you  please  let  us  know  if  this  applies  to  all  interstate 
shipments  or  i-f  it  applies  Bimply  to  shipments  originating  and 
terminating  in  the  state  of  Louisiana? 

Answer:     We  have  no  record  of  a  decision  of  the  Louisiana 
courts  holding  that  a  consignee  may  recover  the  gross  amount 
of  the  invoice  without  regard  to  trade  or  cash  discounts. 
Rate  Applicable  Via  Route  Specified  by  Shipper  in  Bill  of  Lading 
Must  Be  Assessed  Regardless  of  Rate  Shown  Therein 

Missouri. — Question:  You  will  note  the  inclosed  bill  of 
lading  referring  to  shipments  consigned  to  Central  Illinois  Pubic 
Service  Company,  at  Muddy,  Saline  County,  c|o  S.  I.  R.  &  P. 
Co.,  Eldorado,  111.,  routed  C.  &  A.-East  St.  Louis-Big  Four,  with 
a  rate  of  $3.28  inserted. 

This  rate  of  $3.28  applies,  according  to  the  routing,  to  Eldo- 
rado and  will  not  to  Muddy.  It  developed,  after  this  shipment 
was  made,  that  the  S.  I.  R.  &  P.  Co.  was  a  railroad  extending 
from  Eldorado  to  Muddy,  111.,  and  that,  due  to  the  Big  Four 
delivering  this  to  the  S.  I.  R.  &  P.  Co.  to  Eldorado  an  additional 
6%-cent  rate  was  charged.  You  will  note  this  bill  of  lading 
carries  two  destinations,  Muddy  and  Eldorado.  On  the  face  of 
the  above  facts,  is  there  any  recourse  to  protect  the  $3.28  through 
to  Muddy? 

Answer:  The  bill  of  lading,  as  prepared  by  the  shipper, 
contains  Instructions  as  to  destination  and  routing  which,  if  not 
susceptible  of  different  interpretations,  are  not  definite  and  cer- 
tain, and  the  carrier's  agent  should,  in  our  opinion,  have  called 
for  an  explanation  thereof  by  the  shipper. 

However,  if,  as  we  understand,  the  shipment  reached  its 
proper  destination  the  rate  applicable  via  the  route  shown  in 
the  bill  of  lading,  which  was  complete  with  the  exception  of 
the  destination  line,  must  be  charged  regardless  of  what  rate 
was  shown  in  the  bill  of  lading. 

Car  Seals 

Washington. — Question:  Referring  to  the  above  subject, 
"Car  Seals,"  and  in  this  connection  we  quote  American  Railway 
Association  Freight  Claim  Division  Rules  of  Order  Freight  Claim 
Rules  and  Rulings,  as  amended  at  the  thirtieth  annual  session, 
May  17-19,  rules  44  to  59,  inclusive,  and,  in  addition,  I.  C.  C.  No. 
9009  submitted. 

We  will  appreciate  very  much  if  you  will  define'  just  what 
constitutes  a  proper  car  seal,  and  in  particular  whether  the 
Interstate  Commerce  Commission  has  specifically  ruled  that  a 
car  seal  must  be  numbered  consecutively,  showing  the  name  of 
the  railroad  company  printed  or  indented  thereon,  and  if  it  is 
still  permissible  under  the  Interstate  Commerce  Commission 
ruling  to  use  a  blank  seal  with  lead  rivet  and  applied  to  the  car 
with  the  old-fashioned  seal  punch  with  steel  die  to  indent  station 
number  or  Initial  of  the  carrier. 

Answer:  We  know  of  no  ruling  of  the  Commission  which 
defines  what  is  a  proper  car  seal  or  requires  that  a  certain  type 
of  car  seal  be  used.  The  matter  is  apparently  one  which  comes 


within  the  determination  of  the  operating  officials  of  the  various 
carriers,  inasmuch  as  the  shipping  public  is  not  interested  in 
the  methods  used  for  the  protection  from  theft  of  property 
intrusted  to  a  carrier  for  transportation,  the  carrier  being  liable 
in  damages  for  the  loss  thereof. 

Concealed    Loss  or   Damage — Notice  of  Claim 

Wisconsin. — Question:  Let  us  have  your  opinion,  quoting, 
if  any.  Interstate  Commerce  Commission  decisions  and  Supreme 
Court  rulings  bearing  on  the  following  incident: 

A  shipment  of  cotton  piece  goods  was  made  from  a  point 
in  'New  England  territory  on  August  9,  1921,  to  a  consignee  in 
Wisconsin.  Said  shipment  arrived  at  destination  on  August  23, 
1921.  There  being  no  noticeable  evidence  of  damage,  consignee's 
draymen  receipted  for  and  accepted  said  shipment,  delivering 
same  to  consignee's  warehouse.  Consignee  is  a  manufacturer 
of  cotton  aprons  and  is  unable  to  utilize  his  raw  material  as  it 
is  received  from  carriers,  and  for  this  reason  the  shipment  in 
question  was  stored  in  consignee's  warehouse  until  November 
3,  1921,  before  unpacking  same.  Upon  unpacking  the  shipment 
the  consignee  discovered  a  concealed  damage  by  water,  where- 
upon carrier  was  duly  notified.  Carrier's  agent  made  inspections 
of  the  shipment  on  November  3,  November  4  and  November  17 
and  claim  was  filed  against  the  carrier  on  November  17,  covering 
the  amount  of  concealed  damage. 

Carriers  have  declined  payment  of  the  claim  on  the  grounds 
that  consignee  failed  to  notify  the  carrier  of  the  concealed  dam- 
age within  15  days  of  the  receipt  of  the  shipment.  Consignee 
can  prove  conclusively  that  the  shipment  in  question  was  not 
damaged  while  in  the  hands  of  their  draymen  nor  while  in  their 
warehouse. 

We  are  unable  to  locate  any  legal  basis  for  the  carrier's 
contention  that  they  should  have  been  notified  within  15  days 
of  the  receipt  of  the  shipment. 

Answer:  There  is  no  legal  requirement  that  a  notice  of 
concealed  loss  or  damage  be  given  the  carrier  by  the  consignee 
within  15  days  of  the  receipt  of  the  shipment.  The  provisions 
of  paragraph  (b)  of  section  2  of  the  bill  of  lading  which  require 
that  a  claim  be  filed  within  six  months  after  delivery  of  the 
shipment  apply  to  claims  for  concealed  loss  as  well  as  other 
claims. 

The  failure  to  discover  the  loss  or  damage  until  consider- 
able time  has  elapsed  after  delivery  of  the  shipment  goes  only 
to  the  question  of  proof  of  the  loss  or  damage  and  not  as  to 
the  right  of  bringing  suit  therefor. 

If  proof  can  be  made  that  the  damage  did  not  occur  while 
the  shipment  was  in  the  hands  of  the  drayman  or  in  the  con- 
signee's warehouse,  the  burden,  in  case  suit  is  necessary,  will 
be  upon  the  carrier  to  show  that  the  goods  were  not  in  good 
condition  when  received  for  transportation  or  that  the  damage 
resulted  from  a  cause  for  the  consequences  of  which  it  is  not 
liable  and  not  from  its  negligence. 

Track  Storage — Charge  on    Private  Cars 

Louisiana. — Question:  A  neighbor  of  ours  owning  a  private 
flat  car,  has  permission  to  have  car  placed  on  our  private  switch 
for  unloading.  Car  remains  on  our  switch  approximately  one 
month  and  the  railroad  issued  bill  to  cover  trackage  storage. 
Are  the  railroad  people  correct  in  issuing  this  bill?  If  so, 
please  state  rule  covering.  If  not,  please  cite  previous  cases 
covering. 

Answer:  In  accordance  with  the  opinion  of  the  Interstate 
Commerce  Commission  in  Western  Petroleum  Refineries  Asso- 
ciation vs.  A.  &  R.  R.  R.,  66  I.  C.  C.  58,  and  the  cases  cited 
therein,  a  track  storage  charge,  where  provided  for  by  tariff 
publication,  is  a  proper  charge  under  certain  conditions,  which 
conditions  relate  to  the  ownership  and  use  of  the  track. 

Mixed  Carloads  Under  Rule  10  of  Classification 
Ohio. — Question:     A  shipper  billed  out  a  carload  of  furniture 
as  follows: 

Rattan  chairs 3,890 

Children's    carts    145 

Carts.  W.  off 2,250 

Chairs,  N.  O.  S 11,300 


17,585  @  40c  C.  L.  rate. 

Under  rule  10,  mixed  carload,  can  he  "juggle"  the  weight 
as  follows: 

Chairs,  10,000  at  C.  L.  rate; 

7,585  at  L.  C.  L.  rate? 

In  other  words,  in  mixed  carloads  can  part  of  the  weight 
of  one  commodity  be  rates  at  carload  and  another  part  of  same 
be  rated  at  less-carload  to  obtain  lower  freight  charges? 

Answer:  Section  4  of  rule  10  of  the  Consolidated  Classifi- 
cation provides  that  if  lower  charges  result  from  the  application 
of  the  carload  rate  and  minimum  weight  or  actual  weight  if  in 
excess  of  the  minimum  weight  for  one  or  more  of  the  articles 
and  less-than-carload  rate  at  actual  weight  on  the  other  article 
or  articles  the  shipment  will  be  charged  for  accordingly. 

We  do  not  believe  that  under  the  wording  of  this  section 
the  total  amount  of  one  article  can  be  split  into  a  carload  and 
a  less-than-carload  shipment  in  the  manner  suggested. 
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Ship  Through  the 

Port  of  Los  Angeles 

43  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  POBT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  farther  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging:  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other,  improvements. 

Los  Angeles  harbor  has  n'early  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  ail 
seasons  of  the  year  and  in  any  weather. 

Writ*  la*  IlltlllrmltJ  •««*.  for!   Mmpl  mnj  H.rkor   Information 

Board    of    Harbor    Commissioners 

LOS  ANGELES,  U.  S.  A. 


100  A-l  Steel 
Steamer. 


NAWSCO  LINES 


Fortnightly 
Sailing. 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
PHILADELPHIA,  PA. 

NEW  YORK,  N.  Y. 
BALTIMORE,  MD. 


md 


SAN  DIEGO 
LOS  ANGELES 
SAN  FRANCISCO 
OAKLAND 


ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  Mi-vice  from  NEW  YORK.  BOSTON  and  BALTIMORE 


Through   Biltt-of-Lading  to  Hawaiian  Itlandi  and  th*  Far  Eatt 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

OVIMTI  end  Opwaton  U.  S.  Shipping  Board  Ship* 


134  South  Fourth  Street.  Philadelphia 
36  Eichanr*  Street,  Portland 


111  Summer  Street,  Boeton 

11  Moore  Street,  New  York  City 

503  Keyeer  Building,  Baltimore 


601   Bessemer  Buildinf,  Pittsburgh 
112  W««t  Adam*  Street,  Chicago 


•'.ADMIRAL  LINE,  Pacific  Coast  Ports 
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However,  if  the  shipment  moved  under  class  rates,  based 
upon  the  ratings  shown  in  the  classification,  we  do  not  see  that 
any  saving  would  be  made,  as  regards  the  shipment  in  question, 
by  dividing  it  Into  carload  and  less-than-carload  shipments, 
even  If  authorized  by  section  4  of  rule  10  of  the  Consolidated 
Classification,  for  the  reason  that  all  of  the  articles  are  rated 
second  class  in  carloads,  with  a  minimum  of  10,000  pounds. 
Reconsgnment— Order-Notify  Shipments  and  Shipments  Held  for 

Inspection 

Illinois. Question:     In  The  Traffic  World  of  April  15,  page 

836,  you  answer  a  question  by  "Missouri"  covering  reconsign- 
ment  rules  relating  to  cars  held  in  break-up  yards.  Your  answer 
is  not  entirely  clear  to  me,  and  I  am  unable  to  determine 
whether,  In  your  judgment,  the  practice  of  charging  a  recon- 
signment  on  shipper's  order  cars  held  for  bill  of  lading  by  the 
carrier  Is  proper  or  not. 

All  cars  coming  into  a  large  terminal  are  held  in  break-i 
yards  before  being  switched  and  distributed,  and  if  a  car  is  hel< 
for  the  carrier's  convenience  for  bill  of  lading,  there  is  no  addi- 
tional service  performed,  and  I  am  unable  to  figure  how  a  re- 
consigning  charge  could  properly  be  applied  against  such  a  car. 
I  have  been  informed  that  some  roads  in  some  cities  were  en- 
deavoring to  impose  this  charge,  and  I  should  like  to  have  you 
state  whether  or  not,  from  the  information  at  your  command, 
such  a  charge  would  be  proper  or  not. 

Answer:  In  Diversion  and  Reconsignment  Rules,  Regula- 
tions and  Charges,  61  I.  C.  C.  385,  the  Commission  authorized 
the  carriers  to  publish,  not  earlier  than  April  1,  1922,  the  fol- 
lowing rule  governing  order-notify  shipments  and  shipments 
placed  for  inspection:  "Shipments  covered  by  'order'  or  'order- 
notify'  bills  of  lading,  placed  on  hold  track,  awaiting  surrender 
of  bill  of  lading,  or  shipments  which  are  paced  for  inspection 
of  contents  before  delivery,  and  which  necessitates  subsequent 
movement  of  car  to  place  of  delivery,  will  be  considered  as  re- 
consignments  within  the  switching  limits,  and  subject  to  the 
rules  and  charges  provided  in  rule  8.  Provided,  that  the  sur- 
render of  the  original  bill  of  lading  shall  not  be  a  condition 
precedent  to  the  placement  of  the  car  or  to  the  giving  of  the 
order  designating  where  the  car  shall  be  placed  for  unloading, 
except  that  where  place  of  delivery  designated  is  other  than 
the  local  team  tracks,  original  bills  of  lading  must  be  surren- 
dered, or  indemnity  bond  executed  in  lieu  thereof,  or  other 
satisfactory  assurance  given  carrier." 

Liability  of  Carrier  for  Loss  of  Goods  from  Car  Placed  on  Public 
Delivery   Track  After   Unloading    Has  Commenced 

Virginia. — Question:  Kindly  advise  if  the  carrier  is  respon- 
sible in  the  following  cases: 

A  carload  of  oranges  is  placed  on  the  public  team  track  for 
delivery  and  consignee  is  promptly  and  properly  notified,  and 
before  his  free  time  expires,  which  is  48  hours,  the  car  is  robbed, 
by  whom  we  are  unable  to  say.  Is  the  carrier  responsible  for 
this  loss  after  the  shipper  has  broken  the  seals  and  started 
unloading  the  car?  A  controversy  has  arisen,  one  taking  the 
stand  that  after  the  shipper  has  unloaded  one  box  of  oranges 
from  the  car  that  constituted  delivery,  whereas  the  other  side 
claims  the  carrier  is  responsible  until  the  free  time  expires. 

Also  answer  the  same  question  as  to  liability  after  the  free 
time  expires.  In  other  words,  the  same  thing  happens  when 
the  car  is  on  demurrage. 

Answer:  In  Michigan  Central  R.  R.  vs.  Mark  Owen  &  Co., 
41  Sup.  Ct.  Rep.  554,  the  Supreme  Court  of  the  United  States 
held  that  under  a  bill  of  lading  provision  substantially  the  same 
as  paragraph  A  of  section  4  of  the  present  bill  of  lading,  a 
carrier  is  liable  for  the  loss  of  goods  from  cars  placed  on  public 
delivery  tracks  of  the  carrier,  within  the  period  of  free  time, 
even  though  the  car  has  been  accepted  by  the  consignee,  the 
seals  broken  and  the  unloading  of  the  car  commenced. 

After  the  period  of  free  time  has  expired  its  liability  under 
such  conditions  is  that  a  warehouseman. 

Routing — Terminal   Delivery  Must  Be  Specified   If  Desired 

Missouri. — Question:  Shipments  of  fuel  oil  originating  at 
A,  destined  to  B,  both  points  located  on  X  Railroad,  but  plant 
at  destination  located  on  Y  Railroad,  with  switching  arrange- 
ments with  X  Railroad,  has  a  rate  of  22Msc  cwt.  from  A  to  B 
printed  in  their  local  tariff,  to  which  Y  Railroad  is  not  a  party. 
A  rate  of  26  ^c  cwt.  printed  in  a  committee  tariff  and  applicable 
via  all  lines  from  A  to  B  is  in  effect.  Shipments  in  question 
were  routed  X  Railroad-Y  Railroad  and  rate  of  26%'c  assessed. 

Should  not  the  lower  rate  apply  in  view  of  the  fact  that 
no  junction  point  Is  requested  by  the  shipper,  and  it  was  neces- 
sary for  X  Railroad  to  turn  shipments  over  to  Y  Railroad  for 
delivery?  In  other  words,  would  not  the  destination  be  the 
junction  point  via  which  the  lower  rate  would  be  applicable? 

Answer:  Under  the  opinion  of  the  Commission  in  the  case 
of  Fechheimer  Steel  &  Iron  Co.  vs.  Penna.  R.  R.,  51  I.  C.  C.  183. 
the  routing  instructions  given  as  to  the  shipment  in  question 
indicated  that  a  line  haul  over  carrier  "Y"  was  desired  and 
placed  carrier  "X"  under  the  obligation  of  so  forwarding  the 
shipment.  The  higher  rate  was  therefore  properly  assessed. 


Concealed  Damage — Liability  of  Carrier  for 
Pennsylvania. — Question:     Kindly  let  us  know  when  and  in 
what  decision  the  Interstate  Commerce  Commission  ruled  that 
the  carriers  were  equally  responsible  for  concealed  damage,  as 
for  visible  damage. 

Answer:  The  jurisdiction  of  the  Interstate  Commerce  Com- 
mission does  not  extend  to  the  consideration  of  questions  affect- 
ing the  liability  of  carriers  for  loss  of  or  damage  to  shipments 
received  for  transportation,  such  matters  being  cognizable  only 
in  courts  of  law. 

A  carrier  Is,  however,  liable  under  the  decisions  of  the 
courts  for  concealed  damage  as  well  as  damage  which  is  appar- 
ent at  the  time  of  delivery,  if  claims  for  such  damage  can  be 
supported  by  proper  legal  proof.  See  Spann  vs.  A.  &  V.  R.  R. 
Co.,  74  So.  141;  M.  &  O.  R.  R.  vs.  Tupelo  Furniture  Mfg.  Co., 
19  Am.  St.  Rep.  262;  Silverman  vs.  C.  C.  C.  &  St.  L.  Ry.,  157 
N.  Y.  S.  876. 

Freight  Charges — Liability  of  Consignor  for 

Maryland. — Question:  John  Smith  shipped  to  Bill  Jones 
four  crates  of  spice,  the  shipment  was  refused  by  consignee,  as 
he  claimed  the  goods  were  not  what  he  ordered.  Shipper  was 
notified  that  shipment  was  on  hand  refused,  giving  him  the  full 
facts.  He  declined  to  have  anything  to  do  with  the  shipment, 
insisting  that  he  held  the  consignee's  signed  order  for  the  goods 
and  intended  to  place  his  bill  in  the  hands  of  an  attorney  for 
collection. 

The  goods  were  sold  by  the  railroad,  as  provided  for  by  law, 
but  did  not  bring  enough  to  cover  freight  and  storage  charges^ 
Shipper  declines  to  pay  the  deficit,  as  he  insists  that  his  owner- 
ship and  responsibility  ceased  as  soon  as  he  took  a  receipt  from 
the  railroad.  It  has  been  the  writer's  understanding  that  the 
shipper  was  responsible  for  all  charges,  if  consignee  declined 
to  receive  shipment,  as  both  the  shipper  and  consignee  are  liable 
for  freight  charges,  the  former  on  his  express  contract,  and  the 
latter  on  his  promise  implied  by  his  ownership  and  acceptance 
of  the  shipment.  Therefore,  if  consignee  refuses  to  accept  the 
shipment,  can  he  be  held  liable  for  any  charges,  and  does  the 
shipper  cease  to  become  the  owner  after  the  shipment  is  deliv- 
ered to  the  carrier?  If  so,  who  is  responsible  to  the  carrier 
for  the  deficit,  when  shipments  are  sold  for  freight  charges? 

Answer:  The  consignor,  as  the  party  with  whom  the  con- 
tract of  shipment  was  made,  is  primarily  liable  for  the  payment 
of  the  freight  charges,  whether  he  is  the  owner  of  the  goods 
or  not.  A  contract  to  pay  the  freight  is  to  be  implied  from  the 
mere  fact  that  the  consignor  has  placed  the  goods  with  the 
carrier  for  the  purpose  of  being  carried  to  their  destination. 
This  liability  is  discharged  only  by  full  payment  by  the  con- 
signor or  the  consignee.  There  being  no  contractual  relation 
between  the  carrier  and  the  consignee  by  the  mere  designation 
of  the  latter  as  consignee  which  obligates  him  to  receive  the 
goods  or  to  pay  the  freight  charges,  the  consignor  in  the  instant 
case,  can  be  required  to  pay  the  difference  between  the  full 
amount  of  the  freight  charges  and  the  amount  received  from  the 
sale  of  the  goods. 

Liability  of  Draymen  and  Truckmen 

New  York. — Question:  A  shipment  of  four  bundles  of  piece 
goods  was  made  by  a  concern  through  a  local  express  and  truck 
ing  company  in  New  York  City  to  consignee  in  Brooklyn,  N.  Y. 
Three  out  of  four  bundles  were  delivered.  The  consignee  a 
few  weeks  later  filed  claim  against  the  local  express  company 
for  the  missing  bundle  and,  not  receiving  a  reply  to  their  first 
letter,  wrote  another  letter  a  few  months  later.  The  consignee 
wrote  a  few  more  letters,  called  the  express  company  on  the 
phone,  and  was  told  that  the  express  company  did  not  exist  any 
more,  and,  if  they  desired  any  information,  they  could  write  to 
the  attorney  who  was  winding  up  their  business.  In  the  mean- 
time a  year  had  elapsed  without  getting  any  results,  and  suit 
started.  The  attorney  for  the  express  company  advises  that,  as 
there  was  no  valuation  placed  on  the  receipt,  the  company  was 
liable  for  only  fifty  dollars  and,  as  suit  was  not  commenced 
within  four  months  after  delivery  of  the  goods,  that  action  would 
be  barred. 

We  were  not  aware  of  the  conditions  of  the  local  express 
receipt  and,  being  the  consignee  of  the  goods,  we  filed  the  claim. 
Kindly  advise  us  your  opinion  relating  to  this  case  and,  if  pos- 
sible, furnish  us  with  New  York  court  decisions  for  similar  cases 
decided. 

Answer:  Without  knowing  something  of  the  nature  of  the 
express  and  trucking  company  in  question  and  the  terms  and 
conditions  under  which  the  shipment  moved,  it  is  not  possible 
to  say  what  the  liability  of  the  company  is.  However,  as  a 
rule,  persons  who  engage  in  the  business  of  draymen,  truck- 
men, wagoners  or  public  moving  van  companies,  for  the  trans- 
portation of  goods  and  merchandise  and  who  hold  themselves 
out  as  willing  to  serve  all  who  apply  and  pay  freight  charges, 
are  common  carriers  in  respect  to  the  carriage  of  such  goods 
and  merchandise  as  they  make  a  business  of  carrying,  and  it 
is  immaterial  what  mode  of  transportation  is  employed,  or  that 
there  is  no  regular  tariff  of  charges,  and  as  such  are  liable 
in  damages  as  a  common  carrier  for  the  loss  of  or  injury  to 
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Perfect  Service 

for 
Perishable  Freight 


A  Word  to  Shippers  of  Perishable  Freight 


/HT"\HE  management  of  the  Indiana  Harbor  Belt 
Railroad  Company  desires  to  notify  shippers  of 

'  perishable  freight  that  it  is  in  better  shape  than 
ever  to  handle  their  product  and  to  give  it  the  train 
service—  reicing  and  general  care  which  it  requires. 

The  I.  H.  Belt  is  the  Belt  Line  which  first  estab- 
lished a  regular  scheduled  movement  through  the 
Chicago  gateway  for  the  handling  of  perishable  freight. 
It  maintained  this  service  during  the  strenuous  times 
of  the  war  when  the  demands  of  an  unusual  traffic 
taxed  the  carriers  to  the  utmost  and  during  labor 
troubles  when  other  lines  failed  to  function.  The 
traffic  has  been  protected  regardless  of  the  cost  of  ice 
which  at  times  amounted  to  as  much  as  $12  per  ton. 

In  order  that  the  uncertainties  of  the  ice  supply 

GEORGE  HANNAUER.   Vice-Prtsident  and  Cent.  Manager, 
Oib«on.  Lake  County,  Ind. 


might  not  again  threaten  the  safety  of  the  perishable 
traffic  there  has  been  constructed  on  the  I.  H.  Belt  an 
ice  plant  which  manufactures  from  pure  artesian  well 
water  one  thousand  (1,000)  tons  of  ice  per  day.  A 
continuation  of  this  traffic  is  necessary  to  take  care  of 
the  output  of  this  plant.  The  volume  of  traffic  is 
necessary  to  provide  the  most  efficient  and  frequent 
train  service.  The  I.  H.  Belt  runs  its  fast  trains  at  all 
hours  of  the  day  and  night  as  the  necessity  oi  conform- 
ing to  the  train  schedules  of  its  connections  demands. 
We  therefore  ask  you  to  continue  to  support  the 
line  which  gave  you  the  service  in  the  past  and  which 
is  prepared  to  take  care  of  you  in  the  future  and  to 
Specify  on  your  shipping  directions 

"Via  the  Indiana  Harbor  Belt  Railroad" 

W.  H.  WARD,  General  Freight  Agent, 
Chicago,  111. 


1188 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  21 


goods  intrusted  to  them  for  carriage.  See  Press  vs.  Deering, 
252  Fed.  722;  Heuman  vs.  M.  H.  Powers,  162  N.  Y.  S.  590;  Sul- 
livan vs.  Williams,  176  N.  Y.  S.  710;  Stevenson  &  Co.,  Inc.,  vs. 
Hart  man.  181  N.  Y.  S.  465;  Walker  vs.  Taylor,  174  N.  Y.  S.  520. 
Burden  of  Proof  on  Carrier  to  Show  Loss  Occurred  After  Ter- 
mination of  Liability  as  Carrier 

California. — Question:  On  page  1158  of  the  issue  of  The 
Traffic  World  of  December  3,  1921,  in  reply  to  query  from  "Michi- 
gan" you  state  that  "The  burden  of  proof  is  on  the  carrier  to 
show  loss  occurred  after  the  termination  of  liability  as  carrier." 

We  would  like  very  much  for  you  to  refer  us  to  citations 
where  this  has  been  held  by  courts  where  a  similar  question 
was  involved. 

Answer:  In  Peoria,  etc.,  R.  C.  vs.  U.  S.  Rolling  Stock  Co., 
27  N.  E.  59  (111.),  and  St.  John  vs.  111.  Cent.  R.  Co.,  168  111.  Ap. 
599,  it  was  held  that  where  delivery  to  the  carrier  is  shown 
and  also  its  failure  to  deliver,  the  burden  rests  on  it  to  show 
that  at  the  time  the  loss  sued  for  occurred,  its  liability  as  a 
common  carrier  had  ceased  and  that  its  liability  was  only  that 
of  a  warehouseman. 

In  section  573  of  Vol.  10  Corpus  Juris  it  is  stated  that  in 
an  action  for  damage  to  goods,  it  is  for  the  plaintiff  to  prove 
that  the  damage  occurred  while  the  goods  were  in  the  possession 
of  the  carrier  as  such,  and  not  after  its  liability  as  carrier  had 
terminated  by  the  completion  of  its  contract  to  transport  and 
deliver  the  goods,  several  cases  being  cited.  However,  with  the 
exception  of  one  casj?.  namely,  So.  &  No.  Alabama  R.  Co.  vs. 
Wood,  46  Am.  Rep.  209.  none  of  the  cases  cited  are  in  point. 

In  the  Wood  case  it  was  held  that  in  an  action  for  damages 
against  a  railroad  company  for  loss  of  freight  consigned  to 
a  point  where  there  was  no  depot  or  agent,  it  being  shown  that 
the  car  reached  destination  and  was  left  there  on  a  sidetrack 
(private  siding),  the  burden  is  on  the  plaintiff  to  show  that  the 
loss  occurred  before  arrival. 

Other  than  the  cases  referred  to  above,  we  do  not  locate 
authorities  which  pass  specifically  upon  this  po'int. 

Reparation — Limitation   for    Filing    Complaint   for,   with    the 
Commission 

Michigan-. — Question:  On  May  17,  1917,  a  shipment  of  lum- 
ber was  made  from  a  point  taking  an  18-cent  rate  of  the  Pacific 
coast  rate  to  a  point  taking  a  55-cent  rate  from  the  coast.  On 
January  1,  1919,  a  supplement  was  issued  to  Countiss'  Tariff 
I.  C.  C.  1055,  showing  this  same  shipping  point  as  now  taking 
the  coast  rate,  "issued  under  authority  of  and  in  compliance 
with  order  of  Interstate  Commerce  Commission  in  case  No.  9536 
of  October  22,  1918.  and  must  be  maintained  for  a  period  of  two 
years'  date  from  January  1,  1919."  At  time  of  shipment  we 
were  presented  with  freight  bill  and  charges  were  paid  based 
on  a  55-cent  rate.  We  are  now  presented  with  a  corrected 
freight  bill  of  55  cents  plus  the  18-cent  rate  based  on  the  tariff 
in  effect  at  time  of  shipment. 

As  this  rate  was  corrected  after  shipment  was  made,  are  we 
entitled  to  reparation? 

Answer:  In  paragraph  3  of  section  16  of  the  interstate  com- 
merce act  it  is  provided  that  all  complaints  for  the  recovery 
of  damages  shall  be  filed  with  the  Commission  within  two  years 
from  the  time  the  cause  of  action  accrues  and  not  after,  unless 
the  carrier,  after  the  expiration  of  such  two  years  or  within  90 
days  before  such  expiration,  begins  an  action  for  recovery  of 
charges  in  respect  of  the  same  service,  in  which  case  such 
period  of  two  years  shall  be  extended  to  and  including  90  days 
from  the  time  such  action  by  the  carrier  is  begun.  The  pro- 
visions of  this  section  are  apparently  applicable  to  the  shipment 
in  question. 

Liability  of  Telegraph  Company  for  Negligence  in  the  Trans- 
mission or  Delivery  of  Messages 

New  York. — Question:  On  an  interstate  unrepeated  message, 
sent  July  11,  1921,  delivery  was  never  made.  Due  to  market 
changes  and  the  fact  that  the  message  was  not  delivered,  we 
suffered  a  loss  of  $45.  We  filed  claim  against  the  telegraph 
company  and  are  now  advised  by  them  that,  due  to  the  fact 
that  they  are  subject  to  the  provisions  of  the  interstate  com- 
merce act  and  the  supervision  of  the  Interstate  Commerce  Com- 
mission, they  are  not  permitted  to  pay  this  claim. 

Can  we  collect  our  loss  and,  if  so,  please  quote  or  give  ref- 
erence to  Interstate  Commerce  Commission  ruling  which  will 
cover  this  particular  case. 

Answer:  Complying  with  the  Commission's  order  in  the 
case  of  "Limitations  of  Liability  in  Transmitting  Telegrams," 
61  I.  C.  C.  541.  the  Western  Union  Telegraph  Company  filed  with 
the  Interstate  Commerce  Commission  Supplement  No.  3  to  Tariff 
Book  64.  effective  July  13,  1921,  which  provides,  "In  any  event 
the  company  shall  not  be  liable  for  damages  for  mistakes  or 
delays  in  the  transmission  or  delivery,  or  for  non-delivery,  of 
any  message  received  for  transmission  at  the  unrepeated  mes- 
sage rate  beyond  the  sum  of  five  hundred  dollars;  not  for  mis- 
takes or  delays  in  the  transmission  or  delivery,  or  for  non- 
delivery, of  any  message  received  for  transmission  at  the  re- 
peated-message rate  beyond  the  sum  of  five  thousand  dollars, 
unless  specifically  valued;  nor  in  any  case  for  delays  arising 


from  unavoidable  interruptions  in  the  work  of  its  lines;  nor  for 
errors  in  cipher  or  obscure  messages." 

Prior  to  its  compliance  with  the  Commission's  order  in  the 
above  referred  to  case,  the  liability  of  the  Western  Union  Tele- 
graph Company  for  errors  or  delays  in  the  receipt,  transmission 
and  delivery  of  unrepeated  messages  was  limited  to  the  amount 
received  for  sending  the  same,  which  limitation  was  found  not 
to  be  unreasonable  or  otherwise  unlawful  by  the  Commission 
in  its  opinion  in  the  Unrepeated  Message  Case,  Docket  8917, 
44  I.  C.  C.  67. 

While  some  of  the  state  courts,  including  the  courts  of  New 
York  (see  Freschen  vs.  Western  Union  Telegraph  Co.,  189  N.  Y. 
S.  649),  have  held  that  a  telegraph  company  cannot  by  contract 
relieve  itself  from  the  consequences  of  its  wilful  misconduct  or 
gross  negligence,  and  that  where  a  telegraph  company's  failure 
to  transmit  a  message  is  not  shown  to  have  been  due  to  a  mis- 
take in  transcribing  or  difficulty  in  transmitting,  the  failure  con- 
stitutes gross  negligence,  not  subject  to  a  limitation  of  liability, 
and,  while  in  the  Primrose  case,  154  U.  S.  1,  it  was  said  that  in 
the  absence  of  wilful  neglect  or  gross  negligence,  a  limitation 
of  liability  is  valid,  the  tariffs  of  the  telegraph  company's  which 
contain  the  limitation  of  liability  approved  by  the  Commission 
in  its  opinions  in  Docket  8817,  44  I.  C.  C.  67  and  Docket  11524, 
61  I.  C.  C.  541,  do  not  contain  any  provisions  which  make  any 
distinction  between  ordinary  and  gross  negligence  in  the  de- 
termination of  the  liability  of  the  telegraph  company.  There 
is  no  assurance,  in  view  of  the  decision  of  the  Supreme  Court 
of  the  United  States  in  Western  Union  Telegraph  Co.  vs.  Esteve 
Brothers  &  Co.,  41  Supreme  Court  584-,  that  at  the  present  time 
any  distinction  would  be  made  between  ordinary  and  gross  neg- 
ligence. 

Notice  of  Arrival — Requisites  and   Sufficiency  of  Notice 

North  Carolina. — Question:  Please  give  us  the  benefit  of 
your  understanding  of  liability  of  carrier  in  respect  to  destruc- 
tion of  freight  in  storage  warehouse  resulting  from  the  burning 
of  a  storage  warehouse  and  contents  five  days  after  notification 
of  arrival  was  sent  consignee  according  to  statement  of  carriers. 
The  consignee  disclaims  receipt  of  such  notice.  Is  the  bill  of 
lading  provision  exempting  the  carrier  from  liability  under  these 
conditions  valid? 

Answer:  Proof  of  the  mailing  of  a  notice  properly  ad- 
dressed, posted,  raises  the  presumption  that  the  notice  was 
received  by  the  person  to  whom  it  is  addressed.  This  is  a  pre- 
sumption of  fact  and  may  be  rebutted  when  it  becomes  a  ques- 
tion for  a  jury.  American  and  English  Encyclopedia  of  Law, 
Vol.  16. 

In  some  states  the  matter  is  regulated  by  statute,  as,  for 
instance,  in  the  state  of  North  Carolina,  it  being  held  in  Poy- 
thress  vs.  Durham,  etc.,  R.  Co.,  62  S.  E.  515,  and  Bank  vs.  Sou. 
Ry.  Co.,  69  S.  E.  261,  that  the  liability  of  a  common  carrier 
continues  until  after  the  arrival  of  the  goods  at  their  destination 
is  given  and  a  reasonable  time  allowed  to  remove  them,  which 
notice  must  be  in  writing  and  may  be  delivered  personally  or 
left  at  the  place  of  business  of  the  consignee  or  deposited  in  the 
post  office. 

In  Sou.  Ry.  Co.  vs.  W.  T.  Adams  Machine  Co.,  51  So.  779 
(Ala.),  it  was  held  that  when  the  statute  governing  the  mailing 
of  notices  is  complied  with,  the  mailing  of  the  notice  post- 
paid, is  notice  to  the  consignee.  See  also  Brounton  vs.  Sou. 
Pac.  R.  Co.,  83  Pac.  265  (Cal.). 

Freight   Charges — Liability  of  Consignor  for 

New  York. — Question:  A  shipment  was  made  in  1917  which 
was  sold  f.  o.  b.  cars  shipping  point  and  no  freight  charges 
collected.  Evidently  no  effort  was  made  to  collect  charges,  as 
consignee  was  located  at  destination  for  some  months  after 
shipment  was  made  and  consignee's  general  offices  in  Chicago 
were  doing  business  as  late  as  June,  1920.  or  three  years  after 
shipment.  Carrier's  auditing  department  is  located  in  Chicago 
and  collection  could  evidently  have  been  made,  as  we  have  no 
report  of  refused  payment. 

Can  carriers  compel  payment  of  freight  charges  by  shipper 
under  such  circumstances? 

Answer:  The  consignor,  as  the  party  with  whom  the  con- 
tract of  shipment  was  made,  is  primarily  liable  for  freight 
charges,  notwithstanding  the  delivery  of  the  goods  to  the  con- 
signee without  collection  of  the  freight  charges. 

Paragraph  B,  section  16,  of  the  interstate  commerce  act 
now  provides  that  all  actions  by  the  carrier  for  the  recovery 
of  all  or  any  part  of  the  freight  charges  shall  be  begun  within 
three  years  after  delivery  of  the  property,  but  under  the  con- 
struction usually  given  such  statutes,  they  are  to  be  given  a 
prospective  and  not  a  retroactive  application.  Therefore,  a  suit 
for  charges  may  be  begun  by  the  carrier  within  the  period 
of  limitations  fixed  by  state  statutes,  but  not  later  than  three 
years  from  the  date  of  the  enactment  of  the  provision,  namely, 
not  later  than  February  28,  1923. 

Reparation — On  Shipments   Made  During   Federal  Control 
Michigan. — Question:     During    the    time   that   the    railroads 
were  under  federal  control  we  shipped  a  car  of  furnaces  and 
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casings  to  Seattle  and  the  charges  were  paid  on  the  basis  of 
a  commodity  rate  on  furnaces  without  casings. 

At  the  time  this  car  was  shipped  the  commodity  rate  on 
which  the  charges  were  based  did  not  cover  casings  for  our 
furnaces,  but  this  item  was  under  investigation  and  a  few 
months  later  the  item  was  changed  to  read  cast  iron  furnaces 
and  casings. 

The  rate  on  which  the  railroad  company  are  basing  their 
undercharge  was  the  proper  rate  to  apply  at  the  time  the 
shipment  was  made,  but  this  same  rate  was  found  to  be  un- 
reasonable and,  as  stated  above,  casings  were  included  at  the 
same  rate.  Should  we  pay  this  undercharge,  is  it  your  opinion 
that  we  can  file  claim  for  reparation  with  the  Interstate  Com- 
merce Commission? 

Answer:  Under  the  provisions  of  section  206-C  of  the 
transportation  act,  1920,  complaints  praying  for  reparation  on 
shipments  made  during  the  period  of  federal  control  must  have 
been  filed  within  one  year  after  the  termination  of  federal  con- 
trol. Therefore,  unless  a  complaint,  either  formal  or  informal, 
was  filed  within  the  statutory  period  of  time  referred  to  above, 
or  the  shipment  was  registered  with  the  Commission  on  its 
special  docket  by  the  carriers,  the  Interstate  Commerce  Com- 
mission cannot  consider  at  this  time  a  complaint  asking  for. 
reparation  thereon. 

Undercharges — Time    Within    Which    to    File    as    to    Shipments 
During    Federal    Control 

Virginia. — Question:  A  shipment  originated  in  Minneapolis 
in  August,  1918,  destined  to  Norfolk,  and  was  billed  fully  pre- 
paid and  delivered  without  collection  of  any  charges  at  des- 
tination. Carriers  are  now  endeavoring  to  make  collection, 
claiming  that  billing  read  prepaid  in  error.  They  are  correct 
in  their  contention  and  .consignee  actually  owes  them  the  amount 
in  question,  somewhere  around  $80. 

Our  attorneys  state  that  the  time  for  collection  of  this  un- 
dercharge has  expired,  three  years,  I  believe,  being  the  law 
upon  the  subject  here,  but  the  carrier's  attorneys  claim  that  the 
statute  of  limitation  was  suspended  during  government  control 
and  that  the  undercharge  is  now  collectible. 

Answer:  We  know  of  no  statutory  provision  which,  as  to 
an  action  for  undercharges,  suspends  the  running  of  a  statute 
of  limitation  for  the  period  of  federal  control. 

Released  Rates  on  Express  Shipments 

Minnesota. — Question:  An  express  shipment  was  made 
from  New  York  City  during  1922  for  which  a  value  of  $35  was 
declared  on  the  express  receipt.  The  package  was  lost  in 
transit.  A  claim  was  filed  with  the  express  company  in  New 
York  City  for  the  invoice  value  of  the  merchandise,  namely, 
$38.  A  draft  was  received  from  the  express  company  for  $35, 
with  an  explanation  that  this  was  the  extent  of  their  liability 
for  the  reason  that  only  $35  was  declared  on  the  express  re- 
ceipt. Should  the  draft  for  $35  be  accepted  or  should  the  claim 
be  paid  by  the  express  company  on  a  basis  of  $38?  If  possible 
quote  us  a  court  decision. 

Answer:  In  re  Express  Rates,  etc.,  43  I.  C.  C.  510,  the 
Commission  entered  an  order  authorizing  the  maintenance  of 
existing  express  rates,  dependent  upon  the  declared  or  released 
value  of  the  property  transported  and  requiring  that  a  stipu- 
lated form  of  express  receipt  be  used.  This  form  provides 
that,  in  consideration  of  the  rate  charged  for  carrying  property 
which  is  dependent  upon  the  value  and  is  based  upon  an  agreed 
valuation  of  not  exceeding  $50  for  any  shipment  of  100  pounds 
or  less,  and  not  exceeding  50  cents  per  pound  actual  weight  for 
any  shipment  in  excess  of  100  pounds,  unless  a  greater  value 
is  declared  at  the  time  of  the  shipment,  that  the  shipper  agree 
that  the  carrier  shall  not  be  liable  in  any  event  for  more  than 
$50  for  any  shipment  of  100  pounds  or  less  or  for  more  than 
50  cents  per  pound,  actual  weight,  for  any  shipment  weighing 
more  than  100  pounds,  unless  a  greater  value  is  stated.  The 
only  authority  for  limiting  the  carrier's  liability  to  an  amount 
less  than  the  full  value  of  the  property  lost  or  damaged  is  that 
a  rate  has  been  charged  dependent  upon  the  value  declared  or 
agreed  upon.  If  the  shipper  declares  a  value  less  than  the 
value  upon  which  the  rate  is  based  no  benefit  accrues  to  the 
shipper  by  reason  of  such  lesser  declared  value,  and  there  is 
no  consideration  passing  between  the  shipper  and  carrier  for 
such  declared  or  agreed  value.  Therefore,  as  the  express  com- 
pany has  published  no  rate  dependent  upon  a  value  less  than 
$50  inasmuch  as  the  rate  charged  on  the  shipment  in  question 
valued  at  $35  was  the  same  as  would  have  been  charged  if  the 
shipment  w*as  valued  at  $38,  we  are  of  the  opinion  that  this 
amount  can  be  recovered  from  the  express  company,  even  though 
the  declared  or  agreed  value  was  but  $35. 

Liability  of  Carrier  for  Loss  of  Goods 

Massachusetts. — Question:  On  September  21,  1921,  we  re- 
ceived at  port  of  New  York  one  automobile  body,  crated,  from 
London,  England.  This  was  unloaded  September  23  at  a  North 
River  pier  and  was  moved  in  bond  to  destination. 

On  the  date  of  unloading  the  shipment  was  tendered  the 
carrier  at  the  pier  on  East  River  and  bill  of  lading  signed  with 
no  exceptions.  This  shipment  was  held  by  them  until  Septem- 


ber 30  before  it  was  loaded,  because  they  had  no  equipment 
to  care  for  shipment  promptly. 

Upon  arrival  at  Springfield  it  was  noticed,  upon  uncrating, 
that  varnish  was  scratched  and  ventilator  broken.  We  called 
carrier's  claim  inspector  and  he  made  a  report  showing  in 
detail  the  damage  sustained.  It  had  been  previously  noticed 
that  top  of  crate  was  covered  with  wheat  and  dirt  and  one 
board  broken.  This  notation  was  made  on  delivery  receipt. 

We  entered  the  claim  and  have  received  advice  from  the 
carrier  that  investigation  was  made  and  they  cannot  entertain 
this  claim  on  account  of  no  evidence  being  shown  that  body 
was  damaged  while  in  their  possession.  We  believe  that  they, 
as  the  delivery  carrier,  should  make  settlement  of  the  claim. 

Answer:  Whether  or  not  the  damage  occurred  while  the 
shipment  was  in  the  possession  of  the  rail  carrier  is  a  ques- 
tion of  fact.  Proof  of  delivery  to  the  initial  carrier  in  good 
condition  and  receipt  in  a  damaged  condition  places  the  burden 
on  the  rail  carrier  to  show  that  the  damage  occurred  prior  to 
its  receipt  of  the  goods  from  its  connection  or  that  the  damage 
resulted  from  some  cause  for  the  consequences  of  which,  under 
the  law,  it  is  not  liable. 

Furthermore,  on  proof  of  delivery  to  the  initial  carrier  in 
good  condition  and  receipt  of  the  terminal  carrier  without  ob- 
jection, it  will  be  presumed  in  an  action  against  the  terminal 
carrier  that  the  goods  were  still  in  the  condition  in  which  they 
were  received  by  the  initial  carrier  and  if  they  are  injured  or 
deficient  in  quantity  the  burden  is  on  the  terminal  carrier  to 
show  that  such  loss  or  injury  did  not  result  from  any  cause 
for  which  it  was  responsible. 

However,  if  the  rail  carrier  can  prove  that  the  goods  were 
damaged  before  their  receipt  by  it,  no  recovery  can  be  had 
against  it,  that  carrier  not  being  liable  for  any  damage  occur- 
ring prior  to  the  time  the  goods  were  delivered  to  it. 

Basis  for  Constructing   Combination    Rates 

Canada. — Question:  A  shipment  of  freight  from  "A"  to  "C" 
via  junction  "B"  is  covered  by  a  commodity  rate  to  junction 
"B"  and  class  rate  beyond.  Is  it  permissible  to  combine  a 
commodity  rate  with  a  class  rate  to  make  a  through  rate,  or 
must  class  rates  be  applied  on  the  entire  haul?  Kindly  quote 
authority  on  above  under  both  the  Consolidated  Classification 
and  Canadian  Classification. 

Answer:  As  to  shipments  within  the  United  States,  the 
rule  is  that  if  no  specific  rate  from  point  of  origin  to  destination 
of  a  through  shipment  is  provided,  and  no  specific  manner  of 
constructing  a  combination  rate  for  it  is  prescribed,  the  lowest 
combination  of  rates  applicable  via  the  route  over  which  the 
shipment  moves  is  the  lawful  rate  for  that  shipment.  Rule  5-C, 
Tariff  Circular  18-A. 

Where  a  commodity  rate  is  named  in  a  tariff  upon  a  com- 
modity and  between  specified  points,  such  commodity  rate  is 
the  lawful  rate  and  the  only  rate  that  may  be  used  with  rela- 
tion to  that  traffic  between  these  points,  even  though  a  class 
rate  or  some  combination  may  make  lower.  The  naming  of  a 
commodity  rate  on  any  article  or  character  of  traffic  takes  such 
article  or  traffic  out  of  the  classification  and  out  of  the  class 
rates  between  the  points  to  which  such  commodity  rate  ap- 
plies. Rule  7-a,  Tariff  Circular  18-A. 

Therefore,  in  the  absence  of  a  joint  through  rate  from  "A" 
to  "C,"  the  commodity  rate  to  junction  "B"  plus  the  class  rate 
beyond,  in  the  absence  of  a  commodity  rate  beyond  junction 
"B,"  must  be  applied  to  the  shipment,  regardless  of  whether 
the  class  rate  from  "A"  to  junction  "B"  is  higher  or  lower 
than  the  commodity  rate. 

We  are  not  familiar  with  the  rules  governing  shipments 
between  points  in  Canada. 

Reconsignment  of  Order-Notify   Shipments 

Texas. — Question:  Under  heading  of  "Questions  and  An- 
swers, page  956  of  the  April  29  Traffic  World,  in  response  to 
"Nevada's"  question  concerning  reconsignment  of  order-notify 
shipments,  you  state:  "The  true  owner  of  the  goods  trans- 
ported by  a  common  carrier,  whether  consignor  or  consignee, 
has  the  right  to  have  his  consignment  diverted  or  reconsigned 
in  transit. 

As,  under  an  order  bill  of  lading  the  title  to  goods  remains 
in  the  shipper  until  he  orders  a  delivery  of  the  goods,  the  agent 
at  "A"  was  justified  in  refusing  to  forward  the  shipment  to 
John  Doe  at  "B"  without  the  surrender  of  the  bill  of  lading 
by  the  notify  party,  properly  indorsed  by  the  shipper,  or  an 
order  from  the  shipper  to  do  so." 

It  occurs  to  us  that  the  only  order  which  the  agent  at  "A" 
or  any  other  agent  would  be  required  to  accept  as  authority 
for  diversion  of  the  shipment  is  the  original  shipper's  order 
lading.  Even  though  Jas.  Smith  and  Company  had  consigned 
this  shipment  to  his  own  order-notify  James  Smith  and  Com- 
pany, it  would  seem  that  the  original  lading  is  the  only  docu- 
ment that  would  legally  be  acceptable  as  authority  for  diver- 
sion of  the  shipment. 

The  original  lading  being  a  negotiable  document,  the  agent 
at  "A"  would  have  to  rely  on  the  integrity  of  the  shipper, 
should  he  divert  the  shipment  without  the  original  lading  or 
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Airplane  view  of  Galveiton  harbor  and  port  facilities,  showing  slip  •yitem  of  dock*,  waterfront  tracks 

and  other  transportation  advantage*. 

TRAFFIC  ECONOMY 

V  Shipping  to  the  nearest  port  on  the  lowest  possible  rate 
is  the  best  form  of  traffic  economy. 

The  Port  of  Galveston 

is  the  nearest  port  to  nearly  all  the  agricultural  and  industrial  section  of  the 
western  United  States,  and  has  for  many  years  been  furnishing  an  outlet  for  the 
products  of  this  territory  at  the  same  or  lower  rates  than  apply  to  other  ports. 
The  facilities  of  the  port  are  of  the  best  and  the  service  rendered  unexcelled  in 
the  United  States. 

Write  for  our  book  "The  Port  of  Galveston." 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 


1192 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  21 


without  bond  from   shipper,  which  action  his  superior  officers 
would  not  countenance. 

Answer:  This  matter  resolves  Itself  into  what  is  proof  or 
the  ownership  of  an  order-notify  shipment.  The  possession  of 
the  order-notify  bill  of  lading  is  the  best  evidence  thereof  and, 
as  you  state,  the  surrender  thereof  should  be  required  by  the 
agent  before  accepting  Instructions  to  divert  or  reconsign  a 
shipment,  In  the  absence  of  a  bond  from  the  shipper. 
Live  Stock  Reports  to  the  Department  of  Agriculture  at  the 

Stock  Yards 

Nebraska.— Question:  Each  morning  this  office  has  its  clerk 
call  each  railroad  at  their  dispatcher's  office  and  get  their  stock 
report;  this  report  consists  of  the  number  of  cars  of  cattle, 
hogs,  sheep,  horses  and  mules  and  mixed  carloads  of  live  stock 
that  will  be  delivered  at  this  stock  yard  on  that  day,  and  which 
will  be  placed  upon  the  market  the  same  day.  This  report  is 
not  always  absolutely  correct,  but  is  practically  so.  and  the  in- 
formation gained  from  this  source  is  furnished  the  live  stock 
interests  at  this  market,  and  is  considered  very  valuable  to 
them,  as  it  gives  them  a  close  figure  on  the  total  number  of. 
each  class  of  stock  that  will  be  on  the  market  that  day.  • 

All  the  lines  that  operate  into  this  city  give  this  information 
practically  correct  each  morning  with  the  exception  of  the  X.  Y. 
Z.  Railroad,  and  they  seem  inclined  to  make  a  rough  guess  at 
what  they  think  will  arrive,  without  apparently  making  any 
effort  to  give  an  accurate  report.  It  very  often  happens  that 
they  will  report  as  follows:  Three  cars  cattle,  two  cars  hogs, 
one  car  sheep,  and  when  they  make  delivery  to  the  stock  yards 
there  will  be  fifteen  cars  cattle,  ten  cars  hogs,  seven  cars  sheep. 
This,  as  you  can  see,  will  throw  the  estimate  made  by  this 
office  off  from  five  hundred  to  a  thousand  head  of  stock  each 
day. 

It  is  the  contention  of  this  office  that  the  X.  Y.  Z.  Railroad 
can  be  forced  to  furnish  an  accurate  report  each  day,  but  it 
is  my  understanding  that  this  information  is  furnished  this 
office  gratis  by  the  various  lines  that  operate  into  this  stock 
yard,  and  they  cannot  be  forced  to  give  this  information  against 
their  will.  However,  with  the  exception  of  this  one  line,  they 
furnish  the  information  in  a  very  satisfactory  manner.  This 
office  is  operated  under  the  U.  S.  Department  of  Agriculture,  and 
the  view  is  taken  that,  it  being  a  government  office,  they  can 
demand  an  absolute  accurate  report  from  the  various  lines  mak- 
ing delivery  of  live  stock  at  this  point.  Is  there  any  section  of 
the  act  to  regulate  commerce  or  any  other  statute  that  makes 
this  compulsory  on  the  part  of  the  carrier? 

Answer:  There  is  no  provision  in  the  interstate  commerce 
act  which,  so  far  as  we  can  determine,  requires  that  reports  of 
the  nature  referred  to  above  be  made  to  your  office,  nor  do  we 
know  of  any  other  statutory  provision  under  which  the  carrier 
in  question  can  be  compelled  to  furnish  an  accurate  report. 
Application  of  Rule  34,  Consolidated  Classification  No.  2 

Illinois. — Question:  It  is  not  infrequent  that  this  company 
is  called  upon  to  ship  a  commodity,  the  nature  of  which  is  light 
and  bulky,  and  requires  a  box  car  equipment  of  approximately 
50  feet  in  length,  or  contents  of  which  is  between  3,600  and  3,800 
cubic  feet.  The  commodity  in  question  is  subject  to  a  minimum 
weight  of  30,000  pounds,  irrespective  of  size  of  car  used,  and 
subject  to  rule  34  of  the  Consolidated  Classification  No.  2. 

It  invariably  happens  after  we  place  orders  with  the  repre- 
sentatives of  the  carriers  operating  in  Official  Classification  ter- 
ritory, that  they  inform  us  that  they  are  unable  to  furnish  the 
particular  equipment  and  are  willing  to  furnish  us  in  lieu 
thereof,  two  36  ft.  6  in.  cars,  and  further  advise  that  they  will 
protect  the  weight  that  could  be  loaded  in  the  car  ordered  sub- 
ject to  the  minimum  weight  governing. 

From  a  reading  of  rule  34,  one  can  readily  reach  the  con- 
clusion that  the  carriers  are  erroneous  in  this  latter  statement. 
This  however,  is  irrelevant  to  the  instant  case,  but  it  is  evident 
of  the  fact  that  considerable  difficulty  is  experienced  in  properly 
Interpreting  the  rule  governing. 

In  the  event  we  would  load  the  two  smaller  cars  furnished 
In  lieu  of  the  larger  car  ordered,  and  loaded  both  cars  to  the 
full  loading  capacity,  insofar  as  the  nature  of  this  commodity 
would  permit,  the  approximate  weight  loaded  in  each  car  would 
be  22,500  Ibs.  What  would  be  the  proper  basis  for  the  assess- 
ment of  freight  charges  in  this  case? 

It  may  also  be  well  to  state  that  in  loading  the  smaller 
cars,  a  greater  amount  of  space  is  wasted  in  the  smaller  cars, 
than  that  which  would  exist  in  the  loading  of  the  .larger  car. 
This  is  an  actual  fact,  and  based  on  the  personal  observation 
of  the  writer.  The  writer  had  talked  this  subject  over  with 
several  authorities  on  traffic  matters,  and  the  opinion  of  each 
varied  in  substance  as  to  the  proper  application  of  the  rule 
governing  in  this  case,  and  the  writer  thought  the  matter  of 
sufficient  importance  to  submit  to  you  for  an  opinion  or  ruling 
covering. 

Answer: — Under  the  application  of  Rule  34  of  consolidated 
Classification  No.  2  the  charges  on  a  shipment  of  an  article, 
the  minimum  weight  for  which  is  30,000  Ibs.,  subject  to  Rule  34 
of  the  Classification,  should  be  based  on  a  total  weight  of 
52,500  Ibs.,  assuming  that  22,500  Ibs.  of  the  article  are  loaded 


•into  each  of  two  36  ft.  6  inch  cars.  This  is  based  on  a  minimum 
of  30,000  Ibs.  for  one  of  the  cars,  the  minimum  for  a  36  ft.  6 
inch  car,  and  22,500  Ibs  the  actual  weight  loaded  onto  the 
other  car. 

Assuming  that  you  could  load  45,000  Ibs.  into  a  50  ft.  car, 
you  are  paying  (by  reason  of  the  inability  of  the  carrier  to 
furnish  the  size  car  ordered),  charges  on  an  additional  7.500 
Ibs.  over  and  above  the  amount  actually  loaded  into  the  two 
cars  as  compared  with  charges  on  an  additional  3,600  Ibs.  over 
and  above  the  amount  upon  which  charges  would  be  assessed, 
if  45,000  Ibs.  could  be  loaded  into  a  50  ft.  car. 

Your  disability  resulting  from  the  carriers  inability  to  fur- 
nish the  size  car  ordered,  namely  a  50  ft.  car,  presupposes  the 
ability  to  load  at  least  41,200  Ibs.  into  a  50  ft.  car. 

Rule  34  of  the  Classification  is  predicated  on  the  assump- 
tion that  the  charges  for  a  shipment  loaded  into  two  cars  will 
not  exceed,  based  upon  the  minimum  weight  of  one  car  and 
actual  weight  loaded  into  the  other  car  the  charges  which 
would  accrue  on  the  same  amount  loaded  into  a  car  of  the 
size  ordered. 

The  rule  in  and  of  itself,  is  a  fair  one  but  'in  the  instant 
case  the  application  there  of  results  in  excessive  charges  due 
to  the  fact  that  the  minimum  weight  for  a  36  ft.  6  inch  car, 
namely  30,000  Ibs.  is  apparently  considerably  in  excess  of  the 
amount  which  can  be  loaded  therein,  so  far  as  your  commodity 
is  concerned,  and  your  remedy  therefore  lies  in  having  a 
lower  minimum  weight  established  for  a  36  ft.  6  inch  car,  say 
20,000  pounds  or  22,500  pounds  as  a  maximum,  assuming  that 
the  latter  amount  is  the  maximum  amount  which  can  be  loaded 
in  the  basic  or  standard  car,  namely  a  36  ft.  6  inch  car. 


SEWELL  VALLEY  NOTES 

The  Sewell  Valley  Railroad  Co.  has  applied  to  the  Commis- 
sion for  authority  to  issue  $270,000  of  notes,  bearing  6  per  cent 
interest,  to  pay  for  the  construction  of  branch  lines  in  West 
Virginia. 

MOVEMENT   OF   WATERMELONS 

The  car  service  division  of  the  American  Railway  Associa- 
tion, in  Circular  CSD-107,  requests  railroads  to  make  prompt 
return  to  owners  of  ventilated  box  cars  in  order  to  prepare  for 
an  increased  movement  of  watermelons  over  the  movement  of 
last  year.  Shipments  will  begin  shortly  after  June  1.  Acreage 
planted  in  Georgia,  Texas,  Florida,  Alabama  and  South  Carolina 
greatly  exceeds  that  of  1921. 


C.  N.  O.  &  T.  P.  ASSUMES  OBLIGATION 
The  Cincinnati,  New  Orleans  &  Texas  Pacific  Railway 
Company  has  been  authorized  by  the  Commission  to  assume,  as 
lessee  of  the  Cincinnati  Southern  Railway,  the  obligation  of 
paying,  as  additional  rental,  the  interest  on  not  exceeding 
$2,500,000  of  5  per  cent  gold  bonds  of  the  city  of  Cincinnati, 
O.,  series  B,  and  $1,000,000  of  5  per  cent  gold  bonds  of  the 
city  of  Cincinnati,  O.,  series  C,  and  of  paying  annually  1  per 
cent  of  the  principal  of  said  bonds  to  provide  a  sinking  fund 
for  their  redemption  at  maturity. 


BOSTON  &  MAINE  PROTESTS  VALUATION 

The  Boston  &  Maine  and  subsidiaries  have  filed  a  protest 
with  the  Commission  against  the  tentative  valuation  of  $234,189,- 
816,  placed  on  the  system,  averring  that  it  should  not  be  less 
than  $371,729,860.  It  is  claimed  that  the  property,  wholly  owned 
and  used,  is  worth  not  less  than  323,089,000,  as  of  June  30,  1914, 
instead  of  the  Commission's  value  of  $101,712,972.  It  is  charged 
that  the  Commission  arrived  at  its  values  arbitrarily  and  without 
proper  consideration  of  relevant  facts. 


FEDERAL  VALLEY   NOTES 

The  Federal  Valley  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  issue  $24,900  in  7  per  cent  notes  in 
renewal  of  outstanding  notes 


C.  ST.   P.   M.  &  O.   BONDS 

The  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway  Com- 
pany has  applied  to  the  Commission  for  authority  to  sell  $2,700,- 
000  of  its  5  per  cent  debenture  gold  bonds  of  1930  now  in  the 
treasury  of  the  company  to  reimburse  the  company  for  moneys 
expended  out  of  income  during  the  years  1913  to  1916,  inclusive, 
for  improvements  and  equipment,  and  also  for  expenditures 
made  in  1917.  The  company  proposes  to  sell  the  debentures  at 
not  less  than  93%  per  cent  of  par. 


L.  E.  F.  &  C.  NOTES  AND  LEASE 

The  Lake  Erie,  Franklin  &  Clarion  Railroad  Company  has 
made  application  to  the  Commission  for  authority  to  assume 
obligation  and  liability,  in  respect  to  a  certain  lease  wherein 
the  Baldwin  Locomotive  Works  is  the  lessor  and  the  applicant 
the  lessee,  and  also  to  issue  $33,000  of  short-term  notes  in 
connection  with  the  acquisition  of  one  new  passenger  locomotive. 
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EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola    and    Gulfport  to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular   Service,    United  States  Shipping   Board  A-l    Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:   1217  Pierc.  Buildinf 
IRVING  H.  HELLER.  M.o.,., 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN.  M.n.(.r 


NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  We.t  Adam*  Street 
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Digest  of  New  Complaints 
L_ • 

No.  11818,  Sub.  No.  14.     Chicago  Lumber  &  Coal  Co..  St.  Louis,  Mo., 
vs.  Atchlson.  Topekn  &  Santa  Fe  et  nl. 

At  tucks  penalty  charge  of  $10  per  car  on  lumber  from  March 
1  1320.  to  March  13,  1922.  as  unjust  and  unreasonable,  and  un- 
justly discriminatory,  preferential  and  prejudicial.  Asks  repara- 

No. '13786.     Hammond  Lumber  Co.  et  al.,  San  Francisco,  vs.  A.  T.  & 

O        C*       p#     ol 

"rnjust,    unreasonable,    discriminatory    and    prejudicial    rates    on 
lumber  from  Humboldt  Bay  points  and  San  Pedro  to  groups  A  ti 
J    IneluBlve.     Asks  cease  and  desist  order  and  just,  reasonable  and 
non-discriminatory  rates  for  the  transportation  of  lumber  and  lum- 
bor  products  manufactured  from  material  brought  in  by  rail,  wate 
or  other  means  from  other  points  or  temporarily  stored  in  trans 
at  Humboldt  Bay  points  and  San  Pedro,  from  said  Humboldt  Bay 
points  and  San  Pedro  to  points  in  the  destination  groups  referred 

No.  13790.     People's  Bank  &  Trust  Company  et  al.,  Tupelo,  Miss.,  vs. 

"unjust0  unreasonable  and  discriminatory  practice  of  defendants 
'whereby  large  quantities  of  uncompressed  cotton  produced  in  the 
states  "of  Mississippi.  Louisiana,  Tennessee  and  Alabama  have 
been  and  are  accepted  by  the  defendants  for  transportation  to 
Augusta,  in  connection  with  the  Central  of  Georgia,  and  to  Atlanta, 
in  connection  with  the  Seaboard,  under  the  so-called  carriers 
privilege  rates,"  and  that  upon  arrival  at  Augusta  and  Atlanta  such 
cotton  has  been,  and  is  being,  compressed  at  Augusta  and  Atlanta 
and  reshipped  to  eventual  destinations  in  the  Southeast.  New  Eng- 
land and  eastern  seaboard  territories,  the  through  rates  from  the 
original  rates  of  origin  to  the  final  destinations  being  protected 
and  the  charges  for  compression  at  Augusta  and  Atlanta  being 
paid  by  defendants,  or  certain  of  them.  Asks  cease  and  desist 
order  and  cancellation  of  any  rules  permitting  such  practice. 
No.  13791.  Murphysboro  Paving  Brick  Co.,  Murphysboro,  111.,  vs.  A. 

Unduly  preferential  or  prejudicial  rates  on  brick  because  of  re- 
fusal of  defendants  to  place  Murphysboro  in  the  St.  Louis  group 
on  brick  rates  to  Missouri.  Kansas  and  Nebraska  or  the  north- 
west. Asks  for  rates  from  Murphysboro  that  will  not  exceed  those 
contemporaneously  in  effect  from  the  St.  Louis  group  to  points 
of  destination  named  in  Agent  Boyd's  Tariff  18J,  I..  C.  C.  No.  A1069, 
and  reparation. 

No.   13792.     Standard  Sanitary  Manufacturing  Co.,  Louisville,  Ky.,  vs. 
Arcade  &  Attica  et  al. 

Unreasonable   and   discriminatory   rates   on   bathtubs   and   otm 
bathroom   and  kitchen   equinment   from   Louisville  to   eastern   and 
Canadian   destinations.     Asks  cease   and  desist   order,   reasonable 
and  non-prejudicial  commodity  rates  and  minimum  weights  on  car- 
load,  mixed  carload   and   less-than-carload   shipments,    and   repa- 
ration. 
No.    13793.      Perry  Coal   Co.   et  al.,    St.   Louis,   Mo.,   vs.    B.    &  O.   et   al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
coal  from  mines  of  complainants  in  Illinois  to  various  interstate 
points  of  destination.  Asks  just,  reasonable  and  non-discriminatory 

No.  13794.     Macon  (Georgia)   Chamber  of  Commerce  vs.  L.  &  N.  et  al. 
Unjust,  unreasonable,  preferential  and  prejudicial  rates  on  bur- 
lap in  rolls  or  bales  from  New  Orleans  and  Mobile  to  Macon.     Asks 
cease  and  desist  order,  just,  reasonable  and  non-prejudicial  rates, 
and  reparation. 

No.   13795.     Metal  &  Thermit  Corporation,   New  York,  N.   Y.,  vs.  Di- 
rector General,  as  agent. 

Unjust   and   unreasonable   rates   on   scrap   tinplate   from   Pacific 
coast  points  to  East  Chicago,  Ind.    Asks  reparation. 
No.  U796.     The  Public  Service  Commission  of  Inidana  vs.  Ann  Arbor 
et  al. 

Unjust,   unreasonable  and  discriminatory  rates  on   kitchen  cab- 
inets   because    of    unduly    high    ratings    in    Official    and    Southern 
•  Classification   territories.     Asks   rating  of   first   class   in   boxes   or 
crates,  L.  C.  L.,  instead  of  rating  of  one  and  one-half  times  first 
class. 

No.   13797.     Meigs  Pulpwood  Co.,  Inc.,  New  York,  N.  Y.,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  pulpwood  from  Hudson  Falls, 
N.  Y.,  to  Arrowhead.  N.  Y.  Asks  reparation. 

No.  13798.     Japan  Cotton  Trading  Co.  of  Texas,  Fort  Worth.  Tex.,  vs. 
Director  General,  as  agent. 

Unjust  and   unreasonable  rates   on   cotton  concentrated  at   Fort 
Smith.    Ark.,    because    routing    prerogatives    were    denied    to    the 
shipper  by  orders  of  the  Director  General.     Asks  reparation. 
No.   13799.     Transcontinental  Oil  Co.,  Pittsburgh,  Pa.,   vs.  M.  K.  &  T. 
•f  Texas  et  al. 

Unjust   and   unreasonable   rates  on   petroleum   and   its    products 
from  Hodge  and  Fort  Worth,   Tex.,   to  destinations  in  Oklahoma. 
Asks  reparation. 
No.  13800.    J.  A.  Waldrep    et  al.,  Tulsa,  Okla..  vs.  Santa  Fe  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  for  the 
transportation  of  near  beers,  cereal  beverages,  etc.,  and  returned 
empty  carriers  between  Tulsa  and  nearby  territory  and  Kansas 
City  and  St.  Louis  and  points  basing  thereon.  Asks  for  the  estab- 
lishment of  Just  and  reasonable  rates,  and  reparation. 
No.  13801.  The  National  Petroleum  Association  et  al.,  Cleveland,  Ohio, 
vs.  Santa  Fe  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  petroleum 
and  its  products,  in  tank  cars,  from  points  in  western  Pennsylvania 
to  points  in  Pacific  Coast  territory,  because  of  rule  assessing 
weights  on  the  full  shell  capacity  of  the  tank  but  hot  less  than 
6,000  gallons.  Asks  for  a  just  and  reasonable  rule,  and  reparation. 
No.  13802.  Texas  Farm  and  Ranch  Publishing  Co.,  Dallas,  Texas,  vs. 
Ahnapee  &  Western  Ry.  et  al. 

Unjust,  unreasonable,  illegal  and  unlawful  charges  on  printing 
paper  from  points  in  Michigan,  Minnesota,  Ohio  and  Wisconsin, 
to  Dallas,  Texas.  Asks  for  the  establishment  of  just  and  reason- 
able joint  rates  and  through  routes,  and  reparation. 
No.  13803.  National  Poultry,  Butter  &  Egg  Association  et  al.,  Chicago, 
vs.  Ann  Arbor  et  al. 

Excessive,  unjust,  unlawful,  unjustly  discriminatory  charges  on 
carlots  of  egg  albumen,  frozen  egg  yolks,  frozen,  and  egg  albumen 
and  yolks,  frozen,  between  points  in  the  United  States,  because 
of  rates  higher  than  those  on  oggs  in  tho  shell.  Asks  cease  and 
desist  order,  just  and  reasonnblp  rntes,  and  reparation. 
No.  13804.  Mosher  Steel  &  Machinery  Co.,  Dallas,  Tex.,  vs.  Director- 
General  as  agent,  M.  K.  &  T.  et  al. 


lineasonable  and   unlawful   charges  on  wood  wheel  cants  from 
Tulsa,  Okla.,   to  Dallas,  Tex.     Asks  reparation. 
No.  13805.     Hale-Halsell  Co.,   McAIester,  Okla.,  vs.  Alabama  &  Vicks- 

'"unjust?  unreasonable,  preferential  and  prejudicial  rates,  which 
violate  long-and-short  haul  provision  of  the  fourth  section,  on 
sugar  from  New  Orleans.  La.,  and  points  taking  the  same  rates, 
and  Sugar  Land,  Tex.,  and  points  in  Groups  2  and  3  as  shown  m 
F.  A.  Leland,  agent,  I.  C.  C.  No.  1374,  to  Durant  and  Hugo,  Okla. 
Asks  cease  ana  desist  order,  just  and  reasonable  rates,  and 

No.  13806.     Meyer-Vasquez   Produce   Co.,   St.   Louis,   Mo.,   vs.   Director 
General  Davis,  as  agent. 

Unjust,  unreasonable,  discriminatory,  preferential  or  prejudicial 
rates  on  cabbage  from  various  points  in  state  of  Washington  to 
St.  Louis.  Asks  reparation. 

No.  13807.    Webb  City  &  Carterville  Foundry  &  Machine  Works,  Webb 
City,  Mo.,  vs.  Director  General,  as  agent. 

Unjust,  unreasonable,  preferential  and  prejudicial  rates  on  pig 
iron  from  Midco  to  Webb  City,  Mo.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.  13808.      Holly    Sugar    Corporation,    Huntington    Beach,    Calif.,    vs. 
Director  General,  as  agent. 

Unjust  and  unreasonable  rates  and  charges  on  shipments  of 
refuse  syrup  from  Utah  points  to  La  Bolsa,  Calif.  Asks  repara- 

No.  13809.     Hazard-Jellico  Coal  Co.,  Cincinnati,  O.,  v,s.   Director  Gen- 
eral, as  agent,  L.  &  N. 

Unjust  and  unreasonable  rates  on  ice  from  Louisville  to  Harvey- 
'on.  Ky.  Asks  reparation. 

No.  13810.    American  Lumber  &  Mfg.  Co.,  Pittsburgh,  Pa.,  vs.  Georgia 
Railroad  et  al. 

Unjust  and  unreasonable  charges  on  lumber  from  Washington. 
Ga.,  consigned  to  Allentown,  Pa.,  and  reconsigned  to  Kutztown, 
Pa.  Asks  reparation. 

No.  13811.     The  Weber  Flour  Mills  Corporation  et  al,  Sahna,  Kan.,  vs. 
Union  Pacific. 

Unjust,  unreasonable,  preferential  and  prejudicial  charges  on 
shipments  of  wheat  from  points  on  the  Union  Pacific  in  central 
and  western  Kansas  to  Kansas  City  and  to  destinations  beyond. 
Asks  reparation. 

No.  13812.      Hercules    Powder    Co.,    Wilmington,    Del.,    vs.    Alabama 
Great   Southern   et  al. 

Unjust    and    unreasonable    rates    on    nitrate    of    soda    from    New 

Orleans  to  Fayville,   111.,   Goes,    Ohio,   and   Ishpeming,    Mich.      Asks 

cease  and  desist  order,  just  and  reasonable  rates  and   reparation. 

No.  13813.     Archenhald  Automobile  Supply  Co.   et  al,  Waco,   Tex.,  vs. 

Albany  Southern  et  al. 

Excessive,  unjust  and  unreasonable  class  and  commodity  rates 
from  points  of  origin  in  eastern  and  southeastern  states  to  Waco, 
Tex.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

No.  13814.     Barnes  Foundry  Co.,  Jersey  City,  N.  J.,  vs.  Director  Gen- 
eral,  as  agent. 

Unreasonable  rate  of  20  cents  on  sand  from  McConnellsville,  N. 
Y.,  to  Jersey  City,  N.  J.,  because  it  exceeded  15  cents.  Asks 
reparation. 

No.  13815.      Lyman-Richey    Sand    Co.,    Omaha,    Neb.,    vs.    Chicago    & 
North  Western  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  sand  and 
gravel  between  stations  located  on  defendant's  lines  in  Nebraska 
and  in  Iowa.  Asks  cease  and  desist  order,  just,  reasonable  and 
non-discriminatory  rates. 

No.  13816.     B.  Lissberger  &  Co.,  New  York  City,  vs.  Michigan  Central 
et  al. 

Unjust,  unreasonable  and  unlawful  rate  of  49  cents  on  14  car- 
loads of  scrap  brass  from  New  York  to  Detroit,  Mich.,  because 
in  excess  of  34%  cents.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  13817.      Bernstein    Manufacturing    Co.,    Philadelphia,    vs.    Director 
General,  as  agent. 

Unjust  and  unreasonable  rate  of  $2.81%  on  kapoc  from  San 
Francisco  to  Philadelphia  because  in  excess  of  $1.87%.  Asks 
reparation. 

No.  13818.      Hale-Halsell    Co.,    McAIester,    Okla.,    vs.    Chicago,    Rock 
Island  &  Pacific  et  al. 

Unjust,  unreasonable,  preferential  or  prejudicial  rates  on  wrap- 
ping paper,  toilet  paper  and  paper  tablets,  from  mill  points  in 
Wisconsin  and  Missouri  to  complainant's  distributing  warehouses 
in  Oklahoma.  Asks  just  and  reasonable  rates  and  reparation. 
No.  13819.  Hampton  Roads  Demurrage  Committee,  Hampton  Roads, 
Va.,  vs.  Norfolk  &  Western  et  al. 

Asks  that  Commission  require  defendants  to  establish  and  apply 
in  the  future  to  the  trans-shipment  of  tidewater  coal  at  Hampton 
Roads  in  lieu  of  existing  demurrage  rules  and  rates,  rules  and 
regulations  which  shall  provide  for  no  more  than  a  charge  of  ? 
per  car  per  day,  allowing  10  days'  free  time,  Sundays  and  holidays 
excluded,  averaged  over  90  days;  together  with  a  provision  pro- 
viding for  the  application  of  surplus  credits  days  accumulated 
during  the  same  90  days'  period  on  cars  left  standing  on  track 
at  the  end  of  such  period  and  also  the  elimination  from  the  sub- 
stitution car  rule  of  any  provision  confining  that  rule  to  cars  of 
coal  of  the  same  pool  or  classification'  destination,  and  reparation. 
No.  13820.  Sun  Company,  Philadelphia,  Pa.,  vs.  Louisiana  Railway 
and  Navigation  Co..  et  al. 

Unjust  and  unreasonable  rates  on  petroleum  and  its  products 
from  the  plant  of  the  Louisiana  Oil  &  Refining  Corporation  at 
Shreveport,  La.,  to  Jacksonville,  Fla.  Asks  for  the  establishment 
of  just  and  reasonable  rates  and  reparation. 

No.  13821.    A.  E.  Staley  Mfg.  Co.,  Decatur,  111.,   vs.   Director  General, 
as  agent,  Illinois  Central. 

Unjust  and  unreasonable  rates  on  sand  from  East  St.  Louis, 
111.,  to  Decatur,  111.  Asks  reparation. 

No.  13822.     Traffic  Bureau   of  Nashville   (Tenn.),   et  al,   vs.   Louisville 
and   Nashville  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  discriminatory 
rates,  which  violate  the  fourth  section,  on  various  commodities, 
including  canned  goods,  meats,  cooked,  cured  or  preserved,  salt, 
soap,  etc.,  from  Buffalo,  Pittsburgh,  Detroit,  Toledo  and  Cleveland 
territories  to  Nashville,  Tenn.  Asks  for  the  establishment  of  just, 
reasonable  and  non-discriminatory  rates,  and  reparation. 
No.  13823.  Virginia  Coal  Operators'  Association,  Philadelphia,  vs. 
Aberdeen  &  Rockfish  et  al. 

Unduly  prejudicial  and  unduly  preferential  rates  on  coal  from 
mines  in  the  Appalachia  group  in  Virginia  and  Kentucky  to  des- 
tinations in  Georgia.  Florida  and  the  Carolinas,  as  compared  with 
rates  from  the  Harlan  County  coal  district  in  Kentucky.  Asks 
for  the  establishment  of  non-prejudicial  and  non-preferential  rates. 
No.  13824.  Capo  Glrardeau  (Mo.)  Portland  Cement  Co.,  vs.  Chicago 
&  Eastern  Illinois  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pre- 
judicial rates  on  cement  from  Cape  Girardeau,  Mo.,  to  destinations 
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In  Kentucky  and  Tennessee.  Asks  for  the  establishment  of  Just, 
reasonable  and  non-discriminatory  through  rates  In  place  of  the 
combination  rates  now  In  effect. 

No.  13825.     Hartland  Railroad  Co.,   Charleston,  W.   Va.,  vs.  Baltimore 
&  Ohio  et  al. 

Complains  that  the  B.  &  O.  and  Its  connections  allow  the  Hart- 
land  Railroad  no  division  out  of  the  through  rates  on  coal  from 
mines  on  its  line  to  various  destinations.  The  prayer  Is  for  the 
establishment  of  through  rates  and  joint  rates  from  lines  on  this 
line. 


C.  C.  C.  &  ST.  L.  RELOCATION  OF  LINE 

The  Traffic   World   Washington  Bureau 

The  Commission  has  Issued  a  certificate  authorizing  the 
Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway  Company 
to  abandon  five  miles  of  line  between  Glenn  and  St.  Clair  in 
Boone  County,  Indiana,  and  to  relocate  the  line  between  those 
points.  The  relocated  line  will  be  4.6  miles  in  length. 

The  Commission  said  the  relocation  of  the  line  would  effect 
a  saving  of  four-tenths  of  a  mile  in  distance,  would  reduce  the 
grade  thirty-five  one-hundredths  of  one  per  cent,  and  would  lessen 
the  maximum  curvature  two  degrees  and  ten  minutes,  and  elimi- 
nate five  highway  grade  crossings. 

Protestants  at  Zionsville,  Ind.,  claimed  that  the  relocation 
of  the  track  would  ruin  that  town  and  asked  that  the  old  track, 
or  at  least  a  stub  end  from  Glenn  to  Academy  Street  in  Zions- 
ville, be  left  In  place  for  local  freight  service.  The  Commission 
said  that  while  the  abandonment  of  the  old  track  would  require 
the  shippers  and  consignees  at  Zionsville  to  haul  their  freight 
a  short  distance  farther,  it  did  not  appear  from  the  evidence 
that  Zionsville  would  be  inadequately  served  from  the  new  lo- 
cation. 

The  Public  Service  Commission  of  Indiana  held  a  hearing 
in  the  matter  for  the  Commission  and  recommended  that  the 
application  of  the  carrier  be  granted. 


IDENTIFICATION  OF  DRIVERS 

Activities  by  the  Freight  Agents'  Association  •  of  New  York 
resulted  in  the  passage  of  an  ordinance  by  the  New  York  board 
of  aldermen  this  week,  requiring  every  driver  of  an  express  or 
freight  delivery  truck  to  carry  in  his  possession  an  identification 
card  to  be  issued  by  the  police  commissioner. 

The  ordinance  is  a  direct  result  of  discussions  held  at  recent 
meetings  of  the  Freight  Station  Section  of  the  American  Rail- 
way Association,  the  topic  assigned  to  the  New  York  committee 
at  the  last  meeting  being  "identification  cards  for  freight 
drivers."  Although  the  New  York  ordinance  provides  for  notation 
on  the  card  of  any  violation  against  the  traffic  ordinances  by 
policemen,  the  real  object  sought  by  the  station  agents  was  a 
prevention  of  fraudulent  receipt  of  goods  by  means  of  forged 
orders.  According  to  H.  W.  Maynard,  secretary  of  the  New  York 
Association,  the  ordinance,  as  passed,  meets  all  requirements  of 
the  station  agents  although  it  is  not,  in  form,  exactly  as  proposed 
by  them. 

Similar  efforts  have  been  begun  in  other  cities.  In  Chicago 
it  is  the  plan  to  have  the  cards  issued  by  some  accredited  officer 
of  the  firm  for  which  the  driver  works  and  to  have  it  carry  the 
signature  of  that  officer  and  of  the  driver.  It  is  contended  that 
a  comparison  of  the  signature  on  the  card  and  the  signature  of 
the  driver  on  the  freight  receipt  will  be  an  added  check. 

It  Is  now  suggested — and  the  suggestion  will  probably  be 
acted  on  at  the  annual  meeting  of  the  agents  in  Philadelphia  in 
June — that  "a  uniform  system  to  protect  shipments  being  de- 
livered to  dishonest  people  by  means  of  fraudulent  documents  or 
forged  orders,"  be  devised  for  use  throughout  the  United  States. 


INTERLOCKING   DIRECTORATES,   ETC. 

Oren  Root  has  been  authorized  to  hold  positions  of  Director 
of  Missouri  Pacific  Railroad  Company,  Hudson  &  Manhattan 
Railroad  Company  and  President  of  Hudson  &  Manhattan  Rail- 
road Company. 

John  W.  Hewitt  has  been  permitted  to  hold  the  office  of 
General  Manager  with  the  Sumpter  Valley  Railway  Company 
and  Mount  Hood  Railroad  Company. 

Various  officials  of  the  Chicago,  Burlington  &  Quincy  Rail- 
road Company  has  been  authorized  to  retain  their  positions 
with  their  road  and  many  other  roads  in  addition  to  positions 
previously  authorized. 

The  Commission  has  authorized  W.  G.  Besler  to  retain  his 
position  of  Director  of  the  Tonopah  &  Tidewater  Railroad  Com- 
pany in  addition  to  offices  previously  granted. 

O.  P.  Van  Sweringen,  J.  J.  Bernet,  Otto  Miller,  C.  L.  Brad- 
ley, J.  R.  Nutt,  W.  A.  Colston  and  John  Sherwin  were  authorized 
to  hold  their  positions  with  the  Toledo,  St.  Louis  &  Western 
in  addition  to  positions  previously  authorized. 

O.  P.  Van  Sweringen  was  also  authorized  to  hold  the  posi- 
tions of  director  and  vice-president  of  the  Lake  Erie  &  Western, 
director  and  president  of  the  Ft.  Wayne,  Cincinnati  &  Louis- 
vilel  and  director  of  the  Toledo,  St.  Louis  &  Western. 

W.  C.  Bower  was  authorized  to  hold  the  positions  of  as- 
sistant manager,  purchases  and  stores,  of  the  Central  Union 
Depot  &  Railway  Company  of  Cincinnati,  Cincinnati  Northern 


Railroad,  New  York  Central  Railroad,  and  numerous  other  car- 
riers. 

C.  P.  Crawford,  Grenville  Kane,  G.  N.  Orcutt  and  T.  C. 
Powell  were  permitted  to  retain  their  positions  with  the  New 
Jersey  and  New  York  Extension  Railroad,  New  Jersey  and  New 
York  Railroad,  New  York  and  Greenwood  Lake  Railway,  Lodi 
Branch  Railroad,  and  New  York,  Susquehanna  &  Western  Rail- 
road, in  addition  to  positions  previously  authorized. 


RATES  ON  HIDES 

Reductions  in  the  rates  on  green  salted  hides,  carloads,  from 
Pacific  coast  terminals  to  points  in  eastern  defined  territory  are 
proposed  in  Transcontinental  Freight  Bureau's  fourth  section 
application  No.  21.  The  application  asks  permission  to  amend 
transcontinental  eastbound  tariffs  3-O  and  2-P  to  make  the  rate 
from  the  terminals  to  groups  A  to  J,  inclusive,  $1.25.  The  pres- 
ent rates  are  $1.66%  to  groups  A  to  H,  inclusive,  and  $1.56% 
to  group  J.  In  the  application  R.  H.  Countiss,  agent,  alleges 
that  the  reduction  is  made  necessary  by  water  competition,  an 
attached  exhibit  listing  57  regular  sailings  through  the  canal 
monthly.  The  water  rate,  the  application  says,  is  75  cents,  but 
it  is  hoped  that  the  superior  rail  service  will  get  some  of  the 
hide  tonnage  for  the  transcontinental  carriers  at  $1.25. 

With  regards  to  the  rates  from  intermediate  points,  the  ap- 
plication says: 

From  points  intermediate  to  the  terminals  it  is  proposed  to  apply 
rates  made  by  adding  to  the  rate  herein  proposed  from  the  terminal 
which  Is  nearest  the  origin  of  shipment,  the  local  rate  published  for 
use  upon  interstate  traffic,  from  the  point  of  origin  to  nearest  terminal 
point;  the  present  published  through  rates  from  such  intermediate 
points,  which  are  the  same  as  the  present  rates  from  the  terminal 
points,  to  be  observed  as  maximum. 


LEAGUE'S  BUNCHING  RULE  APPROVED 

The  American  Railway  Association  has  advised  the  National 
Industrial  Traffic  League  that  the  league's  recommendations 
regarding  changes  in  paragraph  2  of  the  bunching  rule  would  be 
.published  to  become  effective  July  1. 

The  new  rule  was  approved  by  the  league  at  its  annual 
meeting  in  Cleveland,  in  May,  1921  (see  Traffic  World,  May  28, 
1921,  p.  1131),  and  received  tentative  approval  from  the  Com- 
mission on  April  3  of  this  year.  Under  the  proposed  rule  cars 
moving  from  different  points  and  (or)  via  different  routes  to 
destination,  and  arriving  on  different  dates,  will  be  considered 
bunched  if  tendered  for  delivery  on  one  day;  and  such  free  time 
will  be  allowed  as  the  consignee  would  have  been  entitled  to, 
had  the  cars  been  placed  or  tendered  for  delivery  in  the  order 
of  their  arrival. 


B.   &    O.    BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Bal- 
timore &  Ohio  to  issue  not  exceeding  $1,840,000  of  refunding 
and  general  mortgage  6  per  cent  bonds  and  to  pledge  them  as 
collateral  for  short  term  notes.  Subsidiary  companies  were 
authorized  to  issue  underlying  bonds. 


PACIFIC  PORTS  RESTORED 

On  request  of  the  division  of  regulation  of  the  Shipping 
Board,  the  Intercoastal  conference  has  temporarily  restored 
Tacoma,  Astoria  and  San  Diego  as  basic  ports  of  the  steamship 
lines  operating  under  the  agreements  of  the  conference.  The  divi- 
sion of  regulation  has  started  an  inquiry  into  the  situation. 


W.    F.   &    S.   STOCK 

The  Commission  has  granted  authority  to  the  Wichita  Falls 
&  Southern  Railroad  Company  to  issue  $161,000  of  common  capi- 
tal stock,  said  stock  to  be  delivered  at  'par  to  stock  subscribers 
in  part  payment  of  advances  for  capital  purposes;  to  issue  $644,- 
000  of  non-cumulative  preferred  stock,  said  stock  to  be  sold  at 
not  less  than  80  per  cent  of  par  and  the  proceeds  used  in  part 
payment  for  construction  and  equipment  and  to  discharge  cer- 
tain indebtedness;  and  to  issue  $688,000  of  first  mortgage  6  per 
cent  gold  bonds,  said  bonds  to  be  sold  at  not  less  than  85  per 
cent  of  par  and  the  proceeds  used  for  like  purposes. 


GUARANTY  TO  BAY  CITY  TERMINAL 
The  Commission  has  dismissed  the  application  of  the  Bay 
City  Terminal  Railway  Co.  for  a  settlement  under  the  guaranty 
provisions  of  the  transportation  act,  because  the  matter  will  be 
taken  care  of  in  settlement  with  the  Cincinnati,  Saginaw  & 
Mackinaw,  the  operating  company. 


CAMBRIA    AND    INDIANA    BONDS 

The  Cambria  &  Indiana  Railroad  Co.  has  applied  to  the 
Commission  for  authority  to  issue  and  sell  $1,000,000  of  general 
mortgage  6  per  cent  bonds,  the  proceeds  to  be  used  in  paying  off 
$750,000  of  notes  and  for  reimbursement  in  part  of  expenditures 
made  from  income. 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 


in 


The  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1— Rcleaatd  Rate  Orders 

2 — Fourth  Section  Order* 

I — Sixth  Section  Orders 

4 — Invalidation  and  Sn* pension  Orders 

5— Suspension  Orders  Vacated 

6 — New  Tariffs  sad  Supplements  Piled  with  the  I.  C.  C. 

7— Tariff*  Rejected  by  the  I.  C  C. 

ft— Expren  Tariffs  Filed  with  the  I.  C.  C. 

» — Shipping  Board  Tariffs 
!•— Adoption  Notices 
11— Central  Freight  Association  Docket 
12 — Central  Freight  Annotation  Hearings 
13 — C.  F.  A.,  Coal,  Coke  and  Iron  Ore  Docket 
14— Illinois  Freight  Association  Docket 
15— National  Perishable  Freight  Committee  Docket 
1*—  New   England  Freight  Association  Docket 
17— New  England  Freight  Association  Hearings 
It— Southern  Kate  Committee  Docket 
19 — Southern  Rate  Committee  Dispoxitions 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight  Bureau  Hearings 
22 — Texas  Tariff  Bureau   Docket 
23 — Texaa  Tariff  Bureau  Hearings 
24— Trunk  Line  Association  Docket 
25— Trunk  Line  Association  Hearing* 
24— Trunk  Line  Coal  and  Coke  Docket 
27— Trunk  Line  Coal   and  Coke  Hearings 
28— Western  Trunk  Line  Docket 
29 — Western  Trunk  Line  Hearings 
30 — Western  Trunk  Line  Disposition* 
31 — Transcontinental  Freight  Bureau   Docket 
32 — Transcontinental  Freight  Bureau    Dispositiona 
33 — Southern  Ports  Foreign  Freight  Docket 
34 — Consolidated  Classification  Docket 
35— Embargo   Notices,  Modifications  and  Cancellations 
34— Steamship  Sailings 
37— Express  Classification  Docket 
•8—  Address  of  Roads  Filing  First  Tariff  with  L  C  C. 

Samplti  and  full  information  frrt  on  requttt 

The  Traffic  Service  Corporation 

I'.ii.lisii.-rs  THE  TBAFF1C  WORLD 

418  South  Market  SI.,  Chicago 


Pacific  —  Caribbean  — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego.  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma.  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

.SS  "AGWIDALE"  From  the  Gulf,  about  June  7th 
SS  "DELCO"  "       "       "        Middle  June 

SS  "NYANZA  ........         Late  June 

SS  "REDHOOK"  From  the  Pacific  Coa.t,  I  t**?  M,ay 

I  Early  June 

SS  "ELDORADO"     "       •  .....         2nd  half  June 

SS  "DELCO"  ••      "        "  "        '  Late  J""" 

)  Early  July 
SS  "HOBOKEN  ..........        Middle  July 

Ratei  quoted,  booking,  and  other  information  furaiahed  upon 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

Stoolo  Bide.  SWAY.NE  A  HOYT.  Inc. 

CalraotM.  Tocma 


430  S.n«om.  St 
5«n  Fraixioco,  C.W. 


SO  Bro.d  St. 
N.w  York  City 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mi«ai»aippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

Hamburg  and  Bremen 

Wt  Solicit   Central   Cargo 

LIVERPOOL  AND  GREEN OCR 

B.B.  AFOt'NDRIA  (  Balline    from    Prniarola   about    Mar   V 

I  Hailint-    from    Mobilr    about    Jun*  4 

LIVERPOOL  AND  MANCHESTER 

8.8.  COAROMA  COUNTY .  Balllni  from  Mobile  about  Jun*  21 

LONDON  AND  DUNDEE 

8.8.  ANTINOI-8     .  ,.  1  «•!»"«  from  Mobilr  Jan*  13 

I  S.ilini  from  Prnocola  Junr  17 

LONDON  AND  GRANGEMOUTH 

SB    KFF1M.HAM  I  Hailina-    from    C.ulfpnrt    about    Junf    2» 

' '  I  Hailmr  from  Mobilr  about  Jul>    II 

BREMEN  AND  HAMItUKG 

B.B.   WKBT    HARDAWAY...    S.ilint   from   Mobilr  Jnnr  12 
B.B.  WILDWOOD Sailinr   from    Mobilr  July    14 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Si  raid  Backed  by  tt  Year*'  Experience 
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Docket  of  the  Commission 


Not*.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponement*  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

May  29 — Detroit.   Mich. — Commissioner  Altchlson: 

•  10122 — Standard    time   zone    investigation.     Petition    of   the    City   of 

Detroit 
May  29 — Galveston,  Texas — Examiner  Fuller: 

13487 — The  Sugarland  Industries  vs.  Galveston  Wharf  Company. 
May  29 — Charleston,   W.   Va. — Examiner  Worthington: 

13546 — Kanawha  Black  Band  Coal  Co.  et  al.  vs.  C.  &  O.  Ry.  et  al. 
May  29 — Chicago,   111. — Examiner  Butler: 
13497 — Rockford  Gas  Light  &  Coke  Company  et  al.  vs.  A.  T.  &  S.  F. 

et  al. 

May  29 — Pittsburgh,   Pa. — Examiner  Gaddess: 
13065 — Pittsburgh    Steel    Company    vs.    Director-General,    P.    R.    R.. 

et  al. 

May  29 — Tallahassee,  Fla. — Examiner  Cassidy: 
13589 — Gadsden   Lumber  Company  vs.  Apalachicola  Northern   R.   R., 

Director-General,  et  al. 

May  29 — New  York.  N.  Y. — Examiner  Quevedo: 
13577 — Sonora,  Inc.,  vs.  D.  L.  &  W.  et  al. 
13543 — Arthur  E.  Winter  and  Frank  B.  Ross  vs.  Great  Northern  Ry 

and  C.  B.  &  Q.  R.  R. 
May  29 — Kansas  City,   Mo. — Examiner  Keeler: 

13518— Federal  Grain  Company  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
May  29 — Argument  at  W&shington,  D.  C.: 
12853 — Boston  Wool  Trade  Assn.  vs.  Clyde  S.  S.  Co.  et  al. 
12990 — Boston  Woven  Hose  and  Rubber  Co.  vs.  Director  General,  N. 

Y.  N.  H.  &  H.  et  al. 

13272 — Boston  Wool  Trade  Assn.  vs.  Arizona  &  New  Mexico  et  al. 
May  31 — Galveston,  Tex.— Examiner  Fuller: 

I.  and  S.  1531 — Elimination  of  transit  privileges  on  export  cotton  at 
Texas  gulf  ports. 

*  I.  and  S.  1531  (first  supplemental  order) — Elimination  of  transit  priv- 

ileges on  export  cotton  at  Texas  gulf  ports. 
May  31— Chicago,  111. — Examiner  Butler: 

11757— C.  St.  P.  M.  &  O.  Ry.  et  al.  vs.  Great  Lakes  Transit  Corpo- 
ration. 

May  31 — New  York,  N.  Y. — Examiner  Quevedo: 
13562 — Indiana  Quartered  Oak  Company  vs.  Atlantic  City  R.  R.  et  al. 

May  31 — Jacksonville,  Fla. — Examiner  Cassidy: 

13640 — Rosser  and  Fitch  vs.  Seaboard  Air  Lane  Ry.  et  al. 
May  31 — Argument  at  Washington,  D.  C. : 

12579— The  Mathieson  Alkali  Works,  Inc.,  et  al.  vs.  C.  C.  &  O.  et  al. 

12736 — The  George  B.  Newton  Coal  Co.  vs.  Director  General  and 
Pa.  R.  R. 

13050 — The  Buckeye  Pipe  Line  Co.  vs.  B.  &  O.  et  al. 

June  1 — Chicago,  111. — Examiner  Butler: 
13611 — Northern  States  Power  Co.  vs.  A.  T.  &  S.  F.  et  al. 
13611,  Sub.  No.  1— John  Morrell  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

June  1 — Pittsburgh,  Pa. — Examiner  Gaddess: 
13620 — The  Niles  Fire  Brick  Company  vs.  Director-General. 
13567 — The  Buffalo  Slag  Company  vs.  Director- General. 

June  1 — St.  Joseph,  Mo. — Examiner  Keeler: 
13301 — J.  L.  Frederick  Grain  Company  vs.  Director-General. 
13462 — Aunt  Jemima   Mills   Company   vs.   Director-General,   C.   B.    & 

Q.  R.  R.  et  al. 
June  1  and  2 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1511 — Reduced  rates  from  New  York  piers. 
Transcontinental  cases  of  1922 — Fourth  section  applications  345,  349, 
11940.    11948,    11957,    11985.    11996,    12012,    12017,    12018,    12063,    12094 
and  12118. 
June  2 — Pittsburgh,  Pa. — Examiner  Gaddess: 

13590 — Mexican    Gulf    Oil    Company,    Pittsburgh,    Pa.,    vs.    Director- 
General,  P.  &  L.  E.  Ry.,  et  al. 
13590  (Sub.   No.  1)— Mexican  Gulf  Oil  Company,  Pittsburgh,  Pa.,  vs. 

W.  &  L.  E.  Ry.  et  al. 
13579 — Thomas  R.  Heyward,  Jr.,  trading  as  Thomas  R.  Heyward  Co., 

vs.  Director-General. 
June  3 — Omaha,  Neb.— Examiner  Keeler: 

13634 — Omaha  Chamber  of  Commerce  vs.  Director  General. 
13635 — Seavey  &  Flarsheim  Brokerage  Co.  vs.  Director  General. 
13654 — Omaha  Refining  Co.  and  Alfred  C.  Munger,  trustee  in  bank- 
ruptcy for  Omaha  Refining  Co.,  vs.  Director  General. 
June  3 — Beaumont,  Texas. — Examiner  Fuller: 

13526 — Paggi  Brothers  Oil  Company  vs.   Gulf,  Colorado  &  Santa  Fe 

Ry.  et  al. 

13527 — Hartburg  Lumber  Company  vs.  Beaumont,  Sour  Lake  & 
Western  Ry.  Co.  et  al. 

Portions  of  fourth  section  application   No.   452. 

13616 — Josey-Miller  Company  vs.  Brimstone  R.  R.  &  Canal  Co.  et  al. 
13616    (Sub.    No.    1)— Josey-Miller    Company    vs.    Gulf,    Colorado    & 

Santa  Fe  Ry.  Co. 

13616  (Sub.  No.  2)— Josey-Miller  Company  vs.  K.  C.  S.  et  al. 
June  5 — Boston,  Mass. — Examiner  Mullen: 

»  9200 — Railway  mail  pay  (with  respect  to  New  England  lines). 
June  5 — Washington,  D.  C.— Examiner  Kelly: 

Valuation  Docket  No.  127 — In  re  tentative  valuations  of  'the  proper- 
ties of  the  Ann  Arbor  R.  R.  Co.  and  Menominee  &  St.  Paul  Ry   Co 
June  5 — San  Francisco,  Cal.— Examiner  Keene: 

12929 — Interstate   rates  on   grain,    grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
June  5— Omaha,  Neb. — Examiner  Keeler: 

13539— Omaha  Chamber  of  Commerce,  Traffic  Bureau    et  al    vs   A   T 

&  S.  F.  Ry.  et  al. 
13539   (Sub.   No.  1)—  The  Atchison  Chamber  of  Commerce  vs    A    T 

&  S.  F.  Ry.  et  al. 

Such  portions  of  fourth  section  application  No.  1766  filed  by  W  P 
Emerson,  by  which  carriers  ask  authority  to  continue  to  charge 
for  the  transportation  of  sugar  from  New  Orleans.  La.,  to  Kansas 
City,  Mo.,  rates  which  are  lower  than  the  rates  maintained  on  like 
traffic  to  Intermediate  points. 


June  5 — Boston,  Mass. — Examiner  QueVedo: 

13540 — Boston   Wool   Trade  Association   vs.   Boston   &   Albany   R.   R. 

et  al. 
June  5 — Pittsburgh,   Pa. — Examiner  Gaddess: 

13515— The  Golding  Sons  Company  vs.  B.   &  L.  E.   R.  R.  et  al. 
June  5— Phoenix,  Ariz. — Examiner  Pattison: 

13588 — Western  coal  rates. 
June  6— Washington.  D.  C. — Examiner  McQuillan: 

12544— Swift  &  Co.  vs.  Director  General,  Erie,  et  al. 
June  6 — San   Francisco,  Cal.— Examiner  Keene: 

12843 — Pacific  Rice  Mills  et  al.  vs.  Director-General. 
June  7 — Argument  at  Washington,  D.  C. : 

12911— Cement  rates  from  Sugar  Creek,  Mo.,  to  Kansas  City,  Mo. 

10421 — Lehigh   Portland   Cement   Co.   vs.    Director   General,   A.   T.   & 
S.  F.,  et  al. 

10517 — Atlas    Portland   Cement   Co.    vs.    Director   General,    A.    T     & 

S.  F.,  et  al.  .;...• 

June  7 — Goldsboro,  N.  C. — Examiner  Cassidy: 

13632 — Royall  and  Borden  Manufacturing  Company  vs.  A.  C.  L.  et  al. 

13623 — Royall  and  Borden  Manufacturing  Company  vs.  A.  C.  L.  et  al. 

1363i — Royall  &  Borden  Mfg.  Co.  vs.  Atlantic  Coast  Line  R.  R.  et  al. 
June  7 — Providence,  R.  I. — Examiner  Quevedo: 

13531— The  What  Cheer  Beef  Company  vs.  N.  Y.  N.  H.  &  H.  R.  R. 
June  7 — Little  Rock.  Ark. — Examiner  Fuller: 

I.  and  S.  1532  and   1st  sup.  order) — Increased  rates  between  Ruston, 
La.,  and  Texas  points. 

Portions  of  fourth  section  applications  620,  628  and  677  of  F.  A.  Le- 

land  (in  connection  with  I.  and  S.  1532). 
June  7 — El  Paso,  Tex. — Examiner  Pattison: 

13588 — Western  coal  rates. 
June  8 — Washington,  D.  C. — Examiner  Marchand: 

*  Valuation  Docket  8— Wrightsville  &  Tennille  R.  R.  Co. 
June  8 — Washington,  D.  C. — Examiner  Gaddess: 

13618 — Andrews  Brothers  Company  vs.  P.  C.  C.  &  St.  L.  et  al. 
June  8 — Sioux  City,  Iowa — Examiner  Keeler: 

13550 — Sioux  City  Gas  &  Electric  Company  et  al.  vs.  A.  T.  &  S    F. 
Ry.  et  al. 

June  8 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1365 — Routing  on  coal  from  West.  Md.  Ry.  mines  to  eastern 

destinations. 

11455 — Manufacturers'  Assn.  of  York,  Pa.,  vs.  P.  S.  R.  et  al. 
June  9 — Argument  at  Washington,  D.  C. 

11154 — Sligo  Iron  Store  Co.  vs.  West  Md.,  Director  General,  et  al. 
8347— Peoria  Board  of  Trade  vs.  A.  T.  &  S.  F.,  Director  General,  et  al. 
June   9 — Carson   City,   Nevada — Examiner  Keene: 

12929 — Interstate   rates   on   grain,    grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
11541 — Arizona   Corporation   Commission   et   al.   vs.   Arizona   Eastern 
R.  R.  Co.  et  al. 

June  10 — Washington,  D.  C. — Examiner  Hartman: 

*  Valuation  Docket  12 — Missouri  Southern  R.  R.  Co. 
June  10 — Argument  as  Washington,  D.  C.: 

12529 — Wayne  Coal  Co.  vs.  Director  General.  P.  &  W.  Va. 
12529  (Sub.  No.  1)— Wayne  Coal  Co.  vs.  P.  &  W.  Va. 
June  10 — Richmond,  Va. — Examiner  Cassidy: 

13529 — Atlantic   Bitulithic   Co.    vs.    Monongahela    Power   &   Ry.    Co., 

Director  General    et  al. 
June  12 — Mason  City,  la. — Examiner  Keeler: 

I.  and  S.  Docket  1553 — Switching  at  Mason  City,  la. 
June  12 — Washington,  D.  C. — Examiner  Kelley: 
Valuation  Docket  No.  126 — In  re  tentative  valuation  of  the  property 

of  Western  Pacific  Ry.  Co. 
June  12 — Salt  Lake  City,  Utah— Examiner  Keene: 

12929 — Interstate   rates   on   grain,    grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
June  12 — Kansas  City,  Mo. — Examiner  Fuller: 

Fourth  Section  Apps.  1951,  4784,  4218,  4219,  4220  and  2522,  by  which 
carriers  named  as  parties  thereto  ask  for  authority  to  continue 
rates  for  the  transportation  of  coal  from  Arkansas,  Oklahoma, 
Kansas  and  Missouri  mines  to  Omaha,  Neb.,  St.  Joseph,  Mo.,  Atchi- 
son, Kan.,  and  related  points,  without  observing  the  provisions  of 
the  fourth  section  act.  (In  connection  with  I.  and  S.  Docket 
1524,  coal  from  the  southwest  to  Omaha,  Neb.,  and  related  points.) 
I.  and  S.  1524 — Coal  from  the  southwest  to  Omaha,  Neb.,  and  related 

points. 

June   12 — Washington,   D.   C. — Examiner  Hartman: 
Valuation  Docket  No.  150— In  re  tentative. valuation  of  the  properties 
of  Bangor  &  Aroostook  R.  R.  Co.,  Northern  Maine  Seaport  R.  R. 
Co.  and  Van  Buren  Bridge  Co. 
June  12 — St.  Paul,  Minn. — Examiner  Cummings: 

Fourth   Section   Apps.  -77,    1853,   1966,   4010,    4463,    4544,    804.    829,    3581, 
3983.    1066,    3824,    3876.,    1902,    553,    2131,    4049    and   many    others    or 
portions  thereof  not  yet  passed  on  by  the  Commission,  filed  on  or 
before   February   17,    1911,    by   which   carriers   parties   thereto   ask 
for  authority  to  continue  class  and  commodity  rates  for  the  trans- 
portation   of   traffic    between    points    in    and    adjacent    to   wester* 
trunk    line    territory    without    Observing    the    provisions    of    the 
fourth  section  of  the  interstate  Commerce  act. 
June  14 — Washington,  D.  C. — Examiner  Marchand: 
•>  Valuation  Docket  27 — Louisville  &  Wadley  R.  R.  Co. 
June  14 — Argument  at  Washington,  D.  C.: 

11481—  The  Certain-teed  Products  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
I.   and   S.   1468 — Building  and  roofing  paper   between   western   trunk 
line  points. 

June  15 — Maben,  Miss. — Mississippi  Railroad  Commission- 
*  Finance   Docket    No.  2237— In   the   matter  of  the   application   of   the 
National  Line  R.  R.  Co.  for  a  certificated  public  convenience  and 
necessity  authorizing  it  to  construct  a  line  of  railroad. 
June  15 — Arguments  at  Washington,   D..  C.: 

I2289— C.   N.   Dietz  Lumber  Co.  et  al,  vs.  Director-General,   Colo.   & 
Sou  et  al. 

l%%?~?,m?ha ,J'u™ber  £  Coal  Co.  et  al.  vs.   Director-General. 

-Hydraulic  Press  Brick  Co.  et  al.  vs.  Director  General. 
Finance   Docket   1572— In   the  matter   of  the  application   of  Colo    & 
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Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

(SanPedroDist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rattt  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


New    Y.rt 
41    ftmtmtj 


14*  Tfco  Am4« 


Pkll.d.lphl. 
1M  8.  Third  8L 

ntubor.h 
1117    OttTOT    BalWInt 


B«>nanah   Bank  *  TnMt   Bid.  Parr    Tarailnal 

U*    Ana-alaai.    C*L  P.rtUaal.     Or. 

417    V.«    N«y.    Bid.  Ml    Till.   *  Trmt   WUf. 

MM    U   C  •aBltk   Bid.  .    BMttl..    WMB. 
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World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINK  WHITE  STAR  LINE 
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New  York  Portland.  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 

Brunswick 
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International  Mercantile  Marine  Co. 

A.  C.  Fatt.rolf,  Frmigtit  Traffic  Manager 

J.  D.  Mat*.  C.a.  Wanton  Fralakt  Aft        T.  0.    M.rtln.   N.   W     Fralfht  Aft. 
!!    laartk    La   «aJla   (trait  Mttropolltin    III.    Bulldlaa. 

Cnlraaa.    IINaala.  Mlanaapolli.    Minn. 

'-.    J.    IMCaaaaB.    SMtkwattora    Fralght    Aa.nl, 
III!     Laaiat    •tnat.    It    Lonli.     Mo. 

•aw  Vat*.  I  BrMdwxr  N>w    OrlMat.     Hlbamla     Bink    Bldi. 

••ata*.    »4   ttata   »t.  Galmtaa,    Cotton    Eukufa   Bldt. 

Baniawra.     C»..Wr    tt    Canawna      MoMla. '  Ala..    M.WIa  f  faan. 
TMvata.    l"«t    Ret. I    Baak    Blda  P.rtljsd.     Ma..     I     n.dli    ttnat. 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THF.  "RFASONABLENESS"  OF  RATES  ! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as: 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

Special  Service  Department 
505  Colorado  Building  Washington,  D.  C. 
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Sou.  Ry.  Co.  for  certificate  of  public  convenience  and  necessity  au- 
thorizing abandonment  of  its  Biicna  Vlsta-Romlcy  line. 
June  15 — Washington.  D.  C. — Examiner  Hunter: 

13786— Hammond  Lumber  Company  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
I.  and  S.  1545 — Lumber  from  San   Francisco  Bay  points  when  from 
beyond.     Such  fourth  section  departures  as  may  exist. 

*  I.  and  S.  1559— Sasli  mid  doors  from  Pacific  coast  to  New  York,  N.  Y, 

(In  connection  with  I.  and  S.  1545). 

June  16 — Argument  at  Washington.  D.  C. 

12876 — Compaignie  Auxlliare  de  Chemins  de  Fer  au  Bresil  vs.  D.  L. 
&  W.  et  al. 

12994— Wm.  Cramp  &  Sons  Ship  &  Engine  Building  Co.  vs.  Director- 
General. 

12942 — The  Diamond  Match  Co.  vs.  Director  General. 

12909 — American  Mfpr.  Co.  vs.  Director  General. 

12909  (Sub.  No.  1) — Cross,  Austin  &  Ireland  Lumber  Co.  et  al.  vs. 
Director  General. 

*  Finance   Docket  1549 — In  the  matter  of  the  application  of  Silverton 

Ry.  Co.  for  certificate  of  public  convenience  and  necessity  author- 
izing it  to  abandon  its  line. 

June  17 — Kansas  City,  Mo. — Examiner  Fuller: 

I.  and  S.  1530— Team  track  switching  at  Argentine,  Kan. 
June  17 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1497 — Clayed  or  cotton  burlap  bags  from  various  points  to 

Texas  destinations. 
13410 — Texas  Chamber  of  Commerce  et  al.   vs.  Abilene  &   Southern 

et  al. 
June  17 — Phoenix,  Ariz. — Examiner  Keene: 

13565 — Maricopa    County     Highway    Commission,     Twohy     Brothers 

Company  vs.  Arizona  Eastern  R.  R.  Co.  et  al. 
11541 — Arizona   Corporation   Commission   et   al.   vs.   Arizona   Eastern 

R.  R.  Co.  et  al. 

June  19 — Washington,  D.  C. — Examiner  Marchand: 
»  Valuation  Docket  36— Flint  River  &  Northeastern  R.  R.  Co. 
June  19 — Washington.  D.  C. — Examiner  Kelley: 

*  Valuation  Docket  37 — Kinston  Carolina  R.  R.  and  Lumber  Co. 
June  19 — Argument  at  Washington,  L>,  C.: 

12653 — The  Mangelsdorf  Seed  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12653  (Sub.   No.  1) — The  Mangelsdorf  Seed  Co.  vs.  Director  General 

12695— Rudy- Patrick  Seed  Co.  vs.  I.  &  G.  N.  et  al. 

12695  (Sub.  No.  1) — Rudy-Patrick  Seed  Co.  vs.  Director  General. 

12859 — Hixon  Lumber  Co.  vs.  C.  B.  &  Q.  et  al. 

13033 — The  Atchison  Board  of  Trade  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
«  13549 — Divisions   of  joint   rates,   fares   and   charges   on   traffic   inter- 
changed  between   Nevada-California-Oregon   Ry.    and   its   connec- 
tions. 
June   19 — Phoenix,   Ariz. — Examiner   Keene: 

12929 — Interstate   rates   on   grain,   grain   products   and   hay,    In   car- 
loads, between  points  in  tne  western  and  mountain-Pacinc  groups. 
June  20 — Argument  at  Washington,  D.  C. : 

12722 — Roxana  Petroleum  Corp.  vs.  Director  General,  Wichita  Falls 
&  Northwestern  et  al. 

1279-1 — Eddy  &  Eddy  Mfg.  Co.  vs.  Director  General,  Mo.  Pac.  et  &\. 

12806 — Roxana  Petroleum  Corp.  vs.   Director  General,  C.  &  A.   et  al. 

12806  (Sub.  No.  1) — Roxana  Petroleum  Corp.  vs.  C.  &  A.  et  al. 

11564 — Laclede  Steel  Co.  vs.  Director  General,  C.  &  A.  et  al. 

13217 — Illinois  Glass  Co.  vs.  Director  General,  111.  Term. 
June  21 — Washington,  D.  C. — Examiner  Kelley: 

*  Valuation   Docket  40 — Wadley  Southern  Ry.   Co. 
June  21 — Washington,  D.  C. — Examiner  Marchand: 

*  Valuation  Docket  41 — Chicago,  Terre  Haute  &  Southeastern  Ry.  Co. 
June  21 — Argument  at  Washington,  D.  C. : 

11636— St.  Louis-San  Francisco  Ry.  Co.  vs.  Nor.  Ala.  et  al. 

12711 — Perry  County  Coal  Corp.  et  al.  vs.  East  St.  Louis  &  Suburban 

et  al. 
12779 — National  Preservers  and  Fruit  Products  Assn.  vs.  Abilene  & 

Southern  et  al. 
12779  (Sub.  No.  1) — National  Preservers  and  Fruit  Products  Assn.  vs. 

Director  General. 
June  22 — Argument  at  Washington,  D.  C.: 

12493— F.  S'.  Smith  &  Son  vs.  Director  General,  Beaumont,  Sour  Lake 

&  Western  et  al. 

12838 — Klk  Tanning  Co.  vs..  Erie  et  al. 
13018 — Borden  Sales  Co.  vs.  Director  General. 
13145— Greene   Cananea   Copper   Co.    vs.    Director   General.   A.    T     & 

S.  F..  et  al. 

June  23 — Washington,  D.  C. — Examiner  Kelley: 
«  Valuation  Docket  28 — Albany  Passenger  Terminal  Co. 

*  Valuation  Docket  29 — Macon  &  Birmingham  Ry.  Co. 
June  23 — Argument  at  Washington.  D.  C. : 

12481 — H.  J.  Heinz  Co.  vs.  Director  General,  Pa.  R    R. 
15-739— Daisy  Mfg.  Co.  vs.  A.  &  V.  et  al. 

12901 — Willard  Coal  Co.  et  al.  vs.  Eastern  Ky.  Ry.,  Director  Gen- 
eral, et  al. 


June  23 — Santa  Fe.  N.  M. — Examiner  Keene: 
11541— Arizona   Corporation   Commission   et  al.   vs.   Arizona   Eastern 

R.  R.  Co.  et  al. 

June  24 — Argument  at  Washington,  D.  C.: 
12305 — Armour  &  Co.  vs.  C.  B.  &  Q.  et  al. 
12410 — Fageol  Motors  Co.,  Inc.,  vs.  Director  General,  C.  M.  &  St.  P., 

et  al. 
12410  (Sub.  No.  1)— Moreland  Motor  Truck  Co.  vs.  Director  General 

C.  M.  &  St.  P.  et  al. 
13005— Weirton  Steel  Co.  vs.  Monongahela  Ry.  et  al. 

*  I.  and  S.  1528 — Cancellation  of  through  rates  on  apples  from  Pacific 

coast. 
June  24 — Santa  Fe,  N.  M. — Examiner  Keene: 

12929— Interstate   rates  on   grain,   grain   products   and   hay,    In   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
June  26 — Washington,  D.  C. — Examiner  Kelley: 

*  Valuation   Docket  21 — Carolina  R.  R.  Co. 
June  26 — Argument  at  Washington,  D.  C.: 

12556 — J.   F.  Bloom  &  Co.  vs.   Director  General,  Montpelier  &  Wells 

River  et  al. 

12573 — Sprague  Tire  and  Rubber  Co.  vs.  Director  General,  U.  P.  et  al. 
12797 — Firestone  Tire  and  Rubber  Co.  vs.  Director  General. 
12790 — Lincoln  Chamber  of  Commerce  of  Lincoln,  Neb.,  vs.  Director 

General  and  C.  B.  &  Q. 

June  27 — Washington,  D.  C. — Examiner  Marchand: 
a  Valuation  Docket  5 — Supplemental  valuation  of  Winston-Salem  S.  B. 

Ry.  Co. 
June  27 — Argument  at  Washington,  D.  C. : 

13182 — Wichita  Board  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 

12721 — Anderson,  Clayton  &  Co.  vs.  Director  General. 

12485— Southern  Products  Co.  vs.  Director  General,  Alabama  &  Vicks- 

burg  et  al. 
12365— Oklahoma  Iron  Works  et  al.  vs.  Director  General,  A.  C.  &  Y. 

et  al. 


ILLINOIS  CENTRAL  STOCK 

Authority  has  been  granted  by  the  Commission  to  the  Illi- 
nois Central  Railroad  Company  to  carry  out  the  beginning  of  its 
financial  program  to  enable  it  to  electrify  and  enlarge  its  ter- 
minal facilities  at  Chicago  as  explained  in  detail  recently  in  The 
Traffic  World.  The  company  was  authorized  to  issue  not  ex- 
ceeding $10,929,600  of  preferred  stock,  which  is  to  be  sold  at 
not  less  than  par.  The  Commission  said,  in  part: 

The  applicant  contemplates  offering  the  proposed  preferred  stock 
to  its  common  stockholders  at  par.  The  Union  Pacific  Railroad  Com- 
pany and  the  Railroad  Securities  Company,  each  of  which  owns 
common  stock  of  the  applicant,  have  agreed  to  purchase  $3,170,000 
of  the  $10,929,600  of  preferred  stock,  leaving  $7,759.600,  the  sale  of 
which  has  been  underwritten  by  Messrs.  Kuhn,  Loeb  &  Co.  for  a 
compensation  equal  to  3%  per  cent  of  the  par  value  of  said  $7,759,600 
of  preferred  stock. 


W.  F.  &  O.   EXTENSION 

The  Wichita  Falls  &  Oklahoma  Railway  Company  has  been 
authorized  by  the  Commission  to  construct  an  extension  of  its 
line  in  Clay  County,  Texas,  and  the  Wichita  Falls  &  Oklahoma 
Railroad  Company  of  Oklahoma,  to  construct  a  new  line  of  rail- 
road in  Jefferson  County.  Oklahoma.  The  first  named  company 
will  build  an  extension  from  Byers,  Texas,  in  a  northeasterly 
direction  to  a  point  on  the  Texas-Oklahoma  state  line,  a  dis- 
tance of  5.8  miles.  The  other  company  will  construct  a  line 
extending  from  a  connection  with  the  above  extension  to  Wau- 
rika,  Okla.,  a  distance  of  7.5  miles. 


ERIE    RAILROAD    EXTENSION 

The  Erie  Railroad  Company  has  applied  to  the  Commission 
for  a  certificate  of  public  convenience  and  necessity  for  the  ex- 
tension of  its  line  between  Sparrowbush,  N.  Y.,  and  Lackawaxen, 
Pa.,  a  distance  of  about  20  miles.  The  tracks  for  the  most  part 
will  be  constructed  on  the  opposite  side  of  the  Delaware  River 
and  in  a  different  state  (New  York)  from  the  existing  tracks  of 
the  Erie  which  are  in  the  state  of  Pennsylvania  from  a  short  dis- 
tance west  of  Sparrowbush  to  Lackawaxen.  The  additional  line 
is  needed,  the  company  says,  to  relieve  congestion  between  the 
points  named. 
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Three 
Exclusive  Features  of 

Mid -West  Boxes 


i 


2 


Triple  tapecorners— a  patented 
reinforcement  that  prevents 
tapes  splitting  and  peeling. 

Offset  score— makes  end  flaps 
close  with  a  tight,  strong,  per- 
fect contact. 


O  Waterproof    corrugated    con- 
"  tainers.     Ideal   for   export,    for 
conditions  or  contents  that  de- 
mand complete  protection  from 
heat,  cold  and  water. 


A  corps  of  experienced  pack- 
age designers  are  maintained 
to  help  our  customers  solve 
their  packing  problems.  Our 
"Perfect  Package"  Data  Sheet 
has  saved  other  concerns 
thousands  of  dollars — free  on 
request. 


MID  WEST  Box  COMPANY 


Corrugated 

Fibre  Board 

Product* 

Factories 

Andenon.  Indiana 

Kokocno.  Indiana 

Cleveland,  Ohio 

Fairmont.  W.  Vs. 

Chicago 


Solid  Fibre 
Containers 

General 
Offices 

Conway  Building 
Chicago 


We  operate  our  own  Boxboard  and  Strawboard  Mill* 
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A  Warehouse 

that  is  on 

the  Firing  Line. 


*  I  AHAT  is  where  you  want 
your  merchandise- -at  the 
point  most  directly  in  contact 
with  the  markets  in  which  you 
aim  to  sell  it. 


To  Promote  and  Expedite  Your  Trade  With  the  Vast  West 
and  Southwest,  You  Will  Find  No  Greater  Facility  Than 
This  Modern  Warehouse  of  Fifteen  Thousand  Tons 
Capacity,  Operated  As  a  Part  of  the  Most  Complete 
System  of  Freight- Handling  Facilities  in  America. 

In  The 
Great  St.  Louis  Gateway 

operated  in  conjunction  with  nine 
"universal"  off-track  freight  depots 
and  a  fleet  of  tractors  and  semi-trailers. 


You  will  learn  something  interesting  of 
the  advantages  of  a  modern  'warehouse 
if  you  will  write  for  one  of  these  booklets 

to  the 


Columbia  Terminals 
Company 

ST.  LOUIS 


June  3,  1922 
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The  San  Antonio  and  Aransas  Pass  Railway  Co. 


J.  S.  Peter, 

Viee-Pres.  &  (Jen. 
San   Antonio,  Tex. 

J.  C.  Mangham, 
Gen.  Frt.  Aft.. 
San   Antonio,   Tex. 

J.  B.  Brooks, 
A.  G.  F.  A.. 
San  Antonio,  Tex. 

II'.  Frank*. 

l..-n.    Act.    Frt.    l>«-pt. 
San  Antonio,  Tex. 

W.  A.  Springall. 
Com.  Agt., 

San  Antonio,  Tex. 

A.    K.  (  anfield. 
Com.  Agt., 
HouHton,  Tex. 


E  X   I     C    O 


SPEEDY, 
ACCURATE, 

AND 

ACCOMMODATING 
PERFORMANCE 


Making  close  connection  with  the  Freight  Service  on  all  principal  lines  with  which  we  connect ' 
our  set  vice  is  unexcelled  with  through  fast  freight  trains  for  carload  and  package  freight  making  the 
time  between  terminals  shown  below,  also  to  Mexico  via  Laredo. 

List  of  Direct  Connecting  Rail  Lines: 


TO 


Ji  , 

M 


Jl      hr.. 

M<!     - 

IH    ,      •« 


fm  4as»al»    I  C«r|MM  Chrltll 


FHOM 

Wae* 

C  imrron 

San  Antonio 

Below  is  approximate  service  in  days  from  following  cities  and  River  Crossings: 


II 


Mkn. 
M     •• 
11     " 
II     " 


Larr<*  tla  Allrr 


Mk 

a*  •• 
if  •• 


Kama*  CHy 

SI.  1  ••!• 
M«Mt»hl« 
Or 


TO 


S«ay. 


J 

4 

•H 


I 


larcitoftaUet 
4     day* 


S'i     " 


Proportionate  service  to  above  is  rendered  to  all  intermediate  points. 


Aransas  Harbor  Terminal  Railway 

Fredericksburg  (k  Northern 

Gulf  Coast  Lines 

Gulf  Colorado  &  Santa  Fe 

International  tt  Great  Northern 

Missouri,  Kansas  &  Texas 

Southern  Pacific  Lines 

San  Antonio,  Uvalde  Bt  Gulf 

San  Antonio  Southern 

St.  Louis  Southwestern  (Cotton  Belt) 

Sugarland 

Trinity  8t  Brazos  Valley 

Texas  Mexican 
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LUCKENB  ACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  5.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,  LOS  ANGELES  HARBOR 
SAN  FRANCISCO,  OAKLAND,  PORTLAND,  SEATTLE, 


MOBILE,  NEW  ORLEANS,  LOS  ANGELES  HARBOR,  SAN  FRANCISCO 
OAKLAND,  PORTLAND,  SEATTLE 


Through  Bilk  of  Lading  itiued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Island*. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 

Marquette  Bldg.      131  State  St.       Lafayette  Bldg.       Oliver  Building      10Z4  Prudential  Building        Central  BIdg.      201  California  Street      Pierce  Building 
Chicago  Boston,  Man.       Philadelphia  Pittsburgh  Buffalo,  N.  Y.  Los  Angeles  San  Francisco  St.  Louis 

Mobile  Liners,  Inc.,  Agent*  A.  Le  Blanc,  Agent  Railway  Exchange  L.  C.  Smith  Bldg.         211  Eleventh  St        Empire  Shipping  Co.,  Agents 

Mobile,  Ala.  New  Orleans,  La.  Portland  Seattle  Tacoma,  Wash.  Vancouver,  B.  C. 


WHEN  You  SHIP 

Look  at  the  map  and  see  how  thoroughly  the  Illinois  Traction 
System  serves  the  state  of  Illinois  and  the  St.  Louis  territory;  and 
keep  in  mind  that  this  System  has 

Joint  freight  rates.  Standard  M.C.B.  equipment. 

Track  connections  with  steam  roads.       Switching  arrangements  that  reach   all  in- 

Centrally  located  freight  houses.  dustries  in  St.  Louis,  Peoria,  and  other  points. 

Ship  Today— Its  there  To-morrow 

Fast  highball  freight  service.  Really  an  express  service  at 
freight  rates. 


The  traffic  department  watches 
over  your  shipments  with  a  per- 
sonal interest. 

W.  H.  WYLIE,  Traffic  Manager 
Peoria,  111. 


ILLINOIS  TRACTION  SYSTEM 

(M-KINLEY  LINES) 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO,  ILL. 

Gopynfht.  1922.    Sixteenth  Yemrj 

(Member  of  A.  B.C) 
A  working  tool  for  traffic  men.  both  industrial  and  railroad;  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 


Vol.  XXIX 


SATURDAY,  JUNE  3,  1922 


No.  22 


E.  F.  HAMM.  PrtnfcM 
HENRY  A.  PALMER.  Editor 

H.  W.  KELLOGG.  Adv. 


W.  C.  TYLER.  Sxntirv-Tnuunr 

E.  C,  VAN  ARSDEL.  BueineH  M*n>«* 


"ATI.  HEiS 


W«h«*ton  New  BOTMI 


>nd 


'  41  «nd  of  period  unlea 


All  mbecnpCOTe  tr*  ptyible  i 
aabfiouan  to  contrary  it  pven. 

All  niiiiimnia  riould  be  n*de  ptytble  to  onto  of  THE  TRAFFIC  SERVICE   COR 
PORATION,  Cha^  tod  Aouid  be  ,n  Ch^n  or  Ne.  York  ,     ' 


TERMS  OF  SUBSCRIPTION 

ONE  YEAR SIO.M 

SIX  MONTHS *.«• 

THREE  MONTHS J.M 

SINGLE  COPY n 


«I8-«0  South  Market  Sweet. 
CHICAGO.  ILL 


Colorado  Building. 
WASHINGTON.  D.  C. 


WAGES   AND   RATES 

The  railroads  this  week  signified  to  the  Commission 
their  acquiescence  in  the  decision  in  the  general  rate  in- 
quiry reducing  freight  rates  an  average  of  ten  per  cent. 
Though,  in  their  formal  acceptance  of  the  Commission's 
suggestions,  thus  making  an  order  unnecessary,  they  do 
not  display  enthusiasm  as  to  results,  nevertheless,  their 
action  is  tame  in  view  of  the  fact  that  the  great  majority 
•  <(  rail  executives  believe  that  the  decision  of  the  Com- 
mission is  unfair  and  that,  unless  something  unforeseen 
by  the  Commission  or  something  it  only  hoped  for  hap- 
pens, it  will  be  disastrous.  Most  of  them  do  not  even,  in 
their  acceptance,  take  advantage  of  the  wage  cuts  now 
being  made  by  the  Railroad  Labor  Board  t"  -ay  or  hint 
that,  in  view  of  those  reductions  in  wages,  they  believe 
they  can  take  care  of  the  rate  reductions,  or  that  there  is 


reduction,  or  $225,000,000  a  year.  Will  not  shippers, 
then,  on  the  strength  of  the  record  as  made  and  under 
the  logic  of  the  Commission's  own  decision,  be  justified 
in  asking  for  another  10  per  cent  rate  reduction?  In  our 
view  they  certainly  will,  and  we  can  think  of  no  reply  the 
Commission  could  make  except  in  the  affirmative,  unless 
it  found  that  its  optimistic  view  as  to  the  revival  of  busi- 
ness was  not  warranted.  And  the  carriers,  by  not  bas- 
ing their  acquiescence  in  the  rate  reduction  on  the  actual 
and  prospective  rate  wage  reductions  since  the  rate  re- 
duction was  suggested  by  the  Commission,  have  deprived 
themselves  of  the  defense,  in  another  rate  reduction  case, 
that  they  consented  to  the  former  reduction  because  they 
found  they  were  being  permitted  to  reduce  their  pay  roll. 
We  note  that  President  Harding  tliinks  the  Railroad 
Labor  Board  should  be  moved  t&  Washington  so  that 
there  may  be  contact  between  it  and  the  Interstate  Com- 
merce Commission.  Our  view  as  to  the  Labor  Board 
is  well  known.  It  is  that  there  should  be  none  and  that 
the  railroads  and  their  employes  should  be  unhampered 
in  their  relations  with  each  other  under  economic  laws. 
But  if  there  is  to  be  government  regulation  of  wages  as 
well  as  of  rates,  there  ought,  perhaps,  to  be  some  contact 
between  the  two  regulating  bodies,  at  least  to  the  extent 
that  one  might  not  make  an  adjustment  of  rates  on  the 
theory  that  wages  were  not  to  be  changed,  though  a  re- 
duction in  wages,  as  a  matter  of  fact,  was  almost  ready 
to  be  announced  at  the  time  the  rate  cut  was  announced. 
But  we  do  not  know  just  what  kind  of  contact  President 

If  it  is  some  sort  of  illegal  or 


I  prospect  that  they  can  do  so. 

In  these  wage  cuts  now  being  made,  however  justifi-  Harding  has  in  mind, 
able  and  imperative  they  may  be,  we  have  the  introduc-  extra-legal  method  of  cooperation  such  as  he  has  tried 
tion  of  an  clement  that  is  likely  to  throw  the  rate  situa- 
tion into  confusion  again,  notwithstanding  that  one  of 
the  beneficent  results  hoped  for  from  the  recent  general 
rate  inquiry  was  a  settlement  of  the  rate  situation  for 
-ome  time  to  come.  But  the  Commission,  never  heeding 
the  logic  of  the  situation — which  was  forcefully  pointed 
out  by  (oinniis, i.mcr  Eastman  in  his  separate  opinion — 
r.-m-ed  to  wait  a  few  weeks  until  the  Labor  Board  could 
act  on  wages,  and  handed  down  its  decision  without 
reference  to  the  wage  situation.  Nowhere  in  it  is  there 
any  reference  to  the  possibility  of  lower  wages  as  a  justi- 
fication for  reductions  in  rates.  The  sole  justification 
given  for  the  rate  reduction  is  the  hope  of  better  biisim-s- 
ronditions  and.  therefore,  heavier  traffic,  accelerated,  of 
course,  by  the  lower  freight  rates  themselves. 

Now,  close  on  the  heels  of  the  rate  reduction,  come 


the  reductions  in  wage~.     Suppo-r,  for  the  sake  ol 
comparison,  they  total  just  about  the  amount  of  the  rate 
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to  put  into  effect  between  himself  and  the  Commission, 
we  are  against  it.  We  fancy  there  is  something  like 
that  in  his  mind  and  that  he  wants  both  the  Labor  Board 
and  the  Commission  in  Washington  where  both  will  be 
subject  to  his  control  or  guidance,  though  under  the  law 
he  has  no  more  to  do  with  either  of  them  than  he  has 
with  the  United  States  Supreme  Court. 

If  it  is  merely  common  sense  cooperation  that  th'.' 
President  has  in  mind,  to  the  extent,  not  that  OTIC  body 
may  control  or  influence  the  other,  but  merely  that  each 
will  have  some  idea  as  to  what  the  other  is  doing  so 
that  their  acts  may  not  be  foolishly  inconsistent — as  in 
tlie  p n-sent  case — then  we  should  think  that  end  could 
be  accomplished  without  moving  the  Labor  Board  to 
Washington.  If  it  is  anything  more  than  that  it  cannot 
be  accomplished  legally  and  properly  without  legislation, 
whether  the  Board  is  moved  to  Washington  or  remains 
where  it  is.  It  may  be  that  there  should  be  some  co- 
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Gulf,  Mobile  and 
Northern  Railroad 

Maintains  Daily  Through  Fast  Freight  Schedules 

via  connections  at  Bells,  Jackson,  Middle- 
ton,  Tennessee,  New  Albany,  Newton, 
Laurel,  Miss.,  and  Mobile,  Alabama,  afford- 
ing quick  deliveries  between  Northern  cen- 
ters and  Southern  and  Southwestern  points. 


SOUTHBOUND 

9:30  AM  4:30  PM  Lv.  Jackson  Ar. 
5:00  PM  12:30  AM  Lv.  New  Albany  Ar. 
4:39  AM  1 :20  PM  Ar.  Newton  Lv. 

5:00  PM  Ar.  Meridian  Lv. 
7:40  AM    4:30  PM  Ar.  Laurel       Lv.  11:40  PM 

4:10  AM  Ar.  Mobile     Lv. 


NORTHBOUND 
10:20  PM    8:50  AM 

3:00  PM 

2:30  AM 


1:45  AM 
12:25  PM 
9:50  AM 
9:30  AM 
10:00  PM 


THE  ROAD  OF  SERVICE 


CHICAGO,  ILLINOIS 

551   Marque ttr  Bid?. 

DETROIT,  MICHIGAN 
704  Free  Press  Bldg. 

ST.  LOUIS,  MISSOURI 
426  Pierce  Bldg. 


Offices  at: 

KANSAS  CITY,  MISSOURI 

737  Railway  Exchange  Bldg. 
MEMPHIS,  TENNESSEE 

•436  Bank  of  Commerce  Bldg. 
NEW  ORLEANS,  LOUISIANA 
1012  New  Hibernia  Bldg. 


MOBILE,  ALABAMA,  71  Conti  Street 
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DISTRIBUTION 

FACILITIES  UNSURPASSED  SWITCH  TRACKS  CONNECT  WITH  ALL  RAILROADS 

EQUIPPED  WITH  SPRINKLER  SYSTEM  LOWEST  INSURANCE  RATE  EFFICIENCY  WATCHMAN  SERVICE 

COOL  AND  CLEAN  BUILDING  OUR  WATCHWORD— "SERVICE" 

LET   US    HAVE   YOUR    INQUIRIES 

THE    DOUGLAS    PUBLIC    SERVICE    CORPORATION,    INC. 

118  North  Front  Street  New  Orleans,  Louisiana 


June  3.  1922 


Till?    TRAFFIC    WORLD 
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•  >rdination  of  the  work  of  the  Commission  and  the  Labor 
Hoard  but  such  coordination,  wise  or  unwise,  is  not  to  be 
brought  about  merely  because  the  President  thinks  it 
Jit  to  be  brought  about.  There-  are  such  things  as 
law  and  legal  procedure. 


SHIP  SUBSIDY 
One  of  the  weakest — yet,  apparently,  one  of  the 
mo-t  appealing — arguments  maik-  in  favor  of  ship  sub- 
sidy is  that  there  must  be  a  merchant  marine  under  the 
American  flag  so  that  the  American  exporter  mav  have 
hi-  own  deliver)  -\-tcm.  ju-t  as  a  merchant  consider-  it 
to  hi-  advantage  to  have  his  own  delivery  hor-e-  ami 
i-  or  trucks.  But  the  merchant,  if  he  is  a  good 
business  man,  considers  the  cost  of  owning  his  own 
delivery  -y-tcm.  If  he  can  make  money  by  having  his 
own  teams  he  has  them;  if  he  can  make  more  money 
by  employing  a  trucking  company  to  do  his  bawling,  he 
does  that.  He  may  ha\e  a  prideful  desire  to  have  his 
own  name  on  hi-  wagons  or  truck-  but — if  he  is  a  good 
business  man — he  does  not  indulge  himself  by  grati- 
fying that  vanity  unless  he  can  make  money  by  doing 
it.  The  situation,  it  seem-  to  u-.  i-  exactly  the  -aim- 
with  res|K-it  to  shipping.  If  we  can  make  money  and 
get  as  good  or  better  service  by  having  our  own  mer- 
chant marine,  then  we  should  have  it;  but  if  it  o>-t-  u- 
a  material  sum  in  excess  of  what  we  should  -pent!  oth- 
erwi-e  in  order  to  have  our  own  marine — and  the  plan 
for  -ub-id)  i-  an  admi— ion  that  there  would  be  -u.  h 
additional  cost — then  we  should  forego  the  gratifica- 
tion of  our  vanity. 

It    has   been    demonstrated   CM  the    t'nited 

Mates  has  o|K-ratetl  ships  in  the  foreign  trade  that  it 
cannot  compete  with  foreign  -hip-.  It  may  be  lament- 
able that  this  is  true,  but  it  i-  true.  It  is  wi-e  to  face 
the  fart-  ami  ft]  ,.lca\or  t, ,  a-rcrtain  the  reasons 

for  them.  One  of  the  reasons  given  for  this  fact  is  the 
higher  cost  of  building  ships  in  American  yard-  than  in 
foreign  yard-.  Ju-t  why  that  should  be  true  is  difficult 
to  understand  when  one  reads  of  the  big  orders  for  loco- 
motives, rails,  automobiles,  and  other  manufactures  of 
iron  and  steel  sold  to  foreign  countries.  The  steel  in 
these  goods  is  American-made  steel,  no  higher  in  price 
than  .ship  plate-:  -killed  labor  ^et-  as  good  wages  in 
the  automobile  and  locomotive  trades  as  in  ship  build- 
ing: and  yet  we  don't  export  ships. 

But  we  have  had  built  by  the  government  some- 
thing like  ten  million  ton-  of  .shipping  costing  the  huge 
price  of  over  two  hundred  dollars  a  ton.  More  than  th- 
billion  dollars  have  been  spent  by  the  government  in 
building  these  ships,  which  have  been  a  -our.  .  of  reve- 
nue to  numerous  -hip  operators  to  whom  have  been 
allotted  ship-  by  the  Shipping  Board,  which  ha-  paid 
the  "American  scale  of  ( -onmus-jon ."  Ami  these  gov- 
ernment ship-  have  not  set  the  pace  for  the  foreigner  in 
the  matter  of  reduced  freight  rates,  in  spite  of  the  argu- 
ment that  an  American  merchant  marine  is  needed  to 
aid  the  exporter  of  manufactured  goods,  the  producer 
of  grain,  the  grower  of  cotton,  by  making  rates  to  insure 
a  widening  of  his  markets.  Not  only  have  the  Shipping 
rd  vessel-  not  ,,-t  the  pace,  but  they  have  refused,  in 


many  cases,  to  meet  the  rates  made  by  foreign  operators. 

Trade  may  follow  the  flag,  to  some  extent,  but  the 
line  of  least  resistance  is  the  lowest  transportation  rate, 
other  things  being  equal.  Perhaps  an  illustration  of 
this  is  the  expansion  of  the  port  of  Montreal  in  the  last 
year  because  of  the  inland  differential  which  has  at- 
tracted to  it  the  business  of  United  States  shippers  of 
grain  and  other  food  products  to  foreign  countries. 

The  venture  of  the  United  States  into  ocean  ship- 
ping— compelled  by  the  emergencies  of  war — has  cost 
over  three  billion  dollars  and  several  hundred  millions 
in  operating  losses  to  date.  What  we  have  to  show  for 
it  is  seven  million  tons  of  shipping  fit  for  deep  sea'trade, 
according  to  Mr.  Lasker,  and  he  can't  sell  that  for  as 
much  as  thirty  dollars  a  ton.  If  his  figures  are  correct 
we  have  assets  in  ships  that  cost  over  three  and  a  half 
billions  but  are  now  worth  about  two  hundred  million 
dollars.  Now  subsidy  is  advocated  and  it  is  proposed 
that  Congress  appropriate  fifty  million  dollars  or  more 
annually  for  ten  years  to  keep  the  flag  flying  on  the-e 
ships.  In  ten  years  the  treasury  would,  under  that  plan. 
hand  over  to  the  United  States  ship  operators  five  hun- 
dred million  dollars  as  help  in  operating  a  fleet  that  the 
chairman  of  the  Shipping  Board  says  will  not  bring  two 
hundred  million  dollars  on  the  market.  Whatever  el- 
may  be  said  for  it,  that  looks  like  rather  poor  finance. 
does  it  not? 

President  Harding  says  the  merchant  marine  is  the 
second  line  of  defense.  But  to  be  kl.lc  to  build  ship-  wv 
must  have  ship  yards.  If  we  have  ship  yards  we  can.  in 
an  emergency,  build  ships  rapidly,  efficiently,  and  rea- 
sonably. If,  after  investigation,  it  be  found  that  it  ii 
impossible  to  build  ships  in  the  United  States  as  cheap 
U  they  are  built  abroad,  then  it  might,  perhaps,  be  wise 
to  consider  subsidy,  not  for  the  purpose  of  operating 
ships,  but  for  the  building  of  them.  It  doe-  not  -o  muoi 
matter  whether  we  build  them  for  ourselves  or  for  the 
foreign  market.  We  should  know  how  to  build  them 
and  have  places  where  they  can  be  built.  That  is  the 
sound  b.i-i-  for  the  second  line  of  defense. 


APRIL  RAILWAY  REVENUE 

The  AxBociatlon  of  Railway  Executives  this  week  Issued  the 
following  on  April  earnings: 

Tentative  reports  Just  received  by  the  Commission  from  1J7  class 
one  railroads,  showed   that   In  April   those  road*   had   a   net  operatlnK 

Inrom**    •mnnntlnv    tn    MK  «*Q  AAn      . . •    _      u    JSimmmtSS 

wnn  fZI.noD.iKn)  uurlne  the 


Total     operating    revenue*,     for    the     1ST     railroad*      the     reoorts 

'  A',  rTT«,ed  'S,,1"^1?-000'  tt  **«•"  of  <•«  p%Wt  Oo3E3 
April     l»2i.    while    their   operating   expen*e»    totaled    $240.5.13.0i»i 

"   °en        omP»r«»   wit"    the  »ame   month   one 


Keporta  from  1C  railroad*  In  the  KaMern  district  showed  that  their 

tr"^^fVHnUe,',v,'n,HApr"  totnkMl   "-^"".OOO.  «  decreaS?  of  S  8  pcf 
compared  with  the  same  month  but  year,  while  their  ODmthu 
.<   .otaied  I120.JX9.000.  a  reduction  of  10.6  per  cent  unthl*  Anr  " 

omn«ZdC.1Th  2f?«7l2£>',"C°m''H">r    lh°*e   M   r0adl    totaled    I19.931.SOO 
ompared  with  |12,<71.900  In  April  one  year  ago. 

Reoort*  from  1»  rond*  In  the  Southern  district  showed  that  their 
lota  I  operating  revenue*  were  I2*,524.400.  an  Increase  of  onfy  two- 
tenths  of  1  per  cent  over  April  last  year,  while  their  ODeratlnit  e 
penses  amounted  to  12.1.004,700.  which  wu  i  a  decrease  of  13  M  per 
{hoVli  ™.dhe,  "•""•,,  m°"th  In  mi.  The  net  operating  Income  'of 
hose  1»  roads  In  April,  according  to  the  preliminary  report*  filed  with 
one  ^"ago  '  I0t"led  I4-74MO°-  compared  with  lUSMOO  In  April 

,t«iin»>'iitrit0ii7j'J™*<UJi"l,tne  We»tern  district  had  operating  revenue* 

'       '      J,'ich   *•*  *  dprrea»«  of  «.7   per  cent  compared 

£t«le2PM-MV«£S*r>       V1"  .ih"  °yn"n*  expenses  of  those  same  road* 

^,nth  H?  l»'i  VS  redu,ction  of  II  per  cent  compared  with  the  *am,- 
month  In  1»21  The  net  operating  Income  of  those  roads  In  April 
one"  yli?  Jg  '  '  "1""':ir"1  »'th  $7,875,500  during  the  same  monTh 
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CUMMINS  INVESTIGATION 

The  Traffic  World  Washington  Bureau 
Robert  S.  Lovett,  chairman  of  the  board  of  the  Union  Pa- 
ciflc  June  1,  appearing  before  the  Senate  interstate  commerce 
committee,  replied  to  the  charges  of  W.  Jett  Lauck,  economist 
for  the  railway  employes  who  are  affiliated  with  the  American 
Federation  of  Labor,  that  a  financial  octopus  dominates  the  rail- 
road managements. 

Mr.  Lovett  said  Mr.  Lauck  was  "said  to  be  an  economist, 
and  that  his  statements  before   the  committee   constituted  "a 
fabrication  without  any  foundation  in  fact." 

"The  statement  made  by  Mr.  Lauck,  so  far  as  it  relates  to 
matters  within  my  knowledge,  is  the  most  misleading  and  de- 
ceitful narrative  I  ever  have  read,"  said  Mr.  Lovett,  who  added 
that  Mr.  Lauck's  "ingeniously  worked  out  diagrams  and  charts 
designed  to  show  the  alleged  control  of  bankers  over  the  prin- 
cipal transportation  systems  are  from  beginning  to  end  an  inven- 
tion and  fabrication  without  any  foundation  in  fact. 

"1  know  of  no  man,"  he  continued,  "in  any  important  busi- 
ness which  they  do  not  themselves  own,  who  are  as  independent 
and  free  from  control  by  bankers,  boards  of  directors  and  others 
(except  commissions  and  many  other  public  regulatory  authori- 
ties and  the  various  labor  organizations)  than  the  presidents  of 
the  principal  railroad  systems  of  this  country  in  all  matters 
relating  to  the  maintenance  and  operation  of  the  railways  in 
their  charge,  the  purchase  of  materials  and  supplies  therefor, 
and  the  wages  paid  and  relations  with  labor  employed  thereon; 
and  this  same  independence  is,  of  course,  carried  by  each  execu- 
tive when  he  acts  as  a  member  of  the  Association  of  Railway 
Executives." 

Mr.  Lovett  said  in  the  18  years  that  he  had  been  connected 
with  the  Union  Pacific  and  Southern  Pacific  systems,  and  since 
1913  with  the  Union  Pacific  upon  its  relinquishment  of  control 
over  the  other  system,  not  one  of  the  fifteen  banking  and  finan- 
cial institutions  mentioned  by  Mr.  Lauck  had  ever  exerted  or 
sought  to  exert  the  slightest  influence  with  respect  to  purchases 
of  equipment  or  supplies,  wages  paid  or  the  policies  to  be  pur- 
sued, or  in  any  other  respect  whatsoever. 

"Eleven  of  the  fifteen  names  do  not,  according  to  our  records 
of  stockholders,-  own  a  single  share  of  the  stock  of  any  of  the 
roads  composing  the  Union  Pacific  system,  and  the  remaining 
four  own  altogether  $1,618,200  par  value  of  the  preferred  and 
$61,900  of  the  common  stock  out  of  a  total  aggregate  outstand- 
ing of  $321,836,600,  though  I  believe  and  hope  that  the  life  in- 
surance companies  and  others  acting  as  trustee  own  large 
amounts  of  our  bonds,"  said  he.  "The  stock  of  the  Union  Pacific 
is  widely  scattered  and  is  held  by  over  50,000  different  owners. 
No  one  person,  firm,  corporation  or  institution  owns  as  much  as 
2  per  cent  of  our  capital  stock. 

"I  state  now  and  as  broadly  and  as  emphatically  as  I  can 
that  during  all  the  years  I  have  been  a  director  and  officer  of  the 
railroad  companies  named,  the  management  and  policies  of  each 
system  have  been  in  its  own  interest  alone,  as  distinct  from 
the  other  systems,  and  have  been  as  separate  in  all  respects  as 
if  there  had  been  no  common  dirctors;  that  there  has  been  no 
combination  or  common  control  or  direction  of  them;  that  none 
of  the  banks  or  financial  institutions  mentioned  by  Mr.  Lauck  or 
shown  on  his  exhibits,  and  no  other  bank,  banker  or  financial 
institution  or  groups  of  such  have  controlled  or  sought  to  con- 
trol them,  or  had  anything  to  do  with  the  policies  or  manage- 
ment or  with  the  business  or  affairs  of  any  of  said  railroad  com- 
panies, so  far  as  I  know  or  believe  except  in  lending  them 
money  or  buying  their  securities.  Where  bankers  were  on  the 
boards,  they  were  there  as  individuals,  the  same  as  other  direc- 
tors and  with  no  more  influence  except  perhaps  as  to  when  and 
how  best  to  raise  new  capital,  as  to  which  they  were,  of  course, 
experts,  and  their  expressed  opinions  were  heard  with  interest 
but  not  always  accepted.  Not  one  of  the  said  banking  houses 
or  financial  institutions  and  nb  other  banking  house  or  bank- 
ing institution,  nor  any  banker  member  of  any  board  of  directors 
on  which  I  served  ever  exercised  or  sought  to  exercise  the  slight- 
est influence  with  or  upon  any  of  said  railroad  boards  with 
respect  to  wages  of  employes  or  the  purchase  of  equipment  or 
supplies  of  the  railroad  companies." 

Mr.  Lovett  said  that  he  was  unable  to  find  in  Mr.  Lauck's 
testimony  or  exhibits  any  facts  or  evidence  "to  support  his  un- 
qualified and  sweeping  charges  that  a  'New  York  bank  combine" 
through  a  'spread  of  control  of  25  railroad  directors  linked  to- 
gether ninety-nine  class  1  railroads  operating  211,280 'miles  or 
82  per  cent  of  the  country's  steam  transportation  systems.' " 
"I  am,  however,  not  surprised  at  such  lack  of  evidence,  for 
I  know  the  charge  is  absolutely  untrue  and  consequently  there 
is  no  real  evidence  to  support  it,"  said  the  witness. 

Mr.  Lovett  said  that  Mr.  Lauck  apparently  based  his  charge 
wholly  upon  the  fact  that  some  directors  who  were  among  the 
directors  of  one  company  were  also  directors  of  others  and  said 
that  Mr.  Lauck  apparently  argued  that  because  he  (Mr.  Lovett) 
is  one  of  fifteen  directors  of  the  Union  Pacific  railroad  and  one 
of  twenty-five  directors  of  the  National  City  Bank  in  New  York, 
therefore  those  two  companies  were  combined." 


Continuing,  he  said: 


The  witness  fails  utterly  to  distinguish  between  the  association 
and  combination.  Nobody  supposes  for  a  moment  that  because  men 
belong  to  the  same  church  or  the  same  club  or  play  golf  together  or 
reside  in  the  same  community,  or  commute  on  the  same  train,  or 
otherwise  associate  thc-mselves.  that  they  are  in  a  common  conspiracy 
against  somebody  and  that  all  their  separate  Interests  are  brought 
into  the  combination.  If  two  rival  and  competing  merchants  or  bank- 
ers happen  to  have  an  interest  in  some  other  enterprise — a  street  car 
line,  or  a  light  or  power  plant,  for  example — and  are  elected  directors 
of  it  to  represent  their  interest,  no  one  supposes  that  their  separately 
owned  stores  or  banks  are  thereupon  combined  or  cease  to  compete. 
The  wheels  of  progress  In  great  enterprises  would  revolve  slower 
still  If  men  of  recognized  ability  and  commanding  the  confidence  of 
others,  already  identified  with  one  great  enterprise,  could  not  Join 
others  similarly  situated  in  directing  other  wholly  independent  enter- 
prises without  commingling  and  combining  the  whole,  yet  it  is  upon 
such  basis  as  this  alone  that  Mr.  Lauck's  charges  seem  to  rest. 

I  am  not  a  director  of  and  have  never  had  a  dollar's  interest  In 
any  of  the  equipment  or  manufacturing  companies  or  any  of  the  coal 
companies  mentioned  by  Mr.  Lauck  or  shown  in  the  exihibts  he  intro- 
duced. 

All  of  the  bankers  with  whom  I  have  had  anything  to  do  or  with 
whom  I  have  come  in  contact  on  or  off  railroad  boards  or  in  railroad 
management  have  shown  a  friendly  attitude  toward  labor,  and  union 
labor  at  that,  so  far  as  I  ever  heard  any  expression  from  them  on  the 
subject. 

The  fact  is  that  the  bankers  are  no  more  concerned  about  rail- 
road labor  than  are  other  wide-awake  citizens  and  manifest  no  more 
.  interest  in  the  subject.  No  board  of  directors  nor  banking  firm  or 
group  of  financiers  in  New  York  can  manage  a  large  railroad  system. 
Only  disaster  would  follow  such  an  effort.  No  board  of  directors  on 
which  I  have  served  has  tried.  In  no  business  is  organization  more 
important  or  necessary.  The  board  of  directors  selects  a  president 
or  other  chief  executive  officer  and  puts  him  in  charge  and  all  others 
on  the  line  are  subordinate  to  him  and  they  are  selected  or  are 
removed  by  him,  though  ratification  or  veto  power  is  held  by  the 
board,  but  rarely,  if  ever,  exercised. 

In  response  to  a  question  by  Chairman  Cummins,  Mr.  Lovett 
said  he  had  never  known  of  an  Instance  where  a  group  of 
bankers,  through  concerted  action,  refused  credit  to  any  railroad. 
He  also  said  he  never  knew  of  a  banking  house  making  the  at- 
tempt to  dictate  as  to  railroad  management  when  loans  were 
being  negotiated. 

Chairman  Cummins  said  he  might  desire  Mr.  Lovett  to  re- 
turn after  witnesses  for  the  National  Association  of  Owners  of 
Railroad  Securities  had  been  heard,  as  he  wished  to  inquire 
thoroughly  into  the  proposals  of  the  association  for  effecting 
economies  in  railroad  operation.  He  said  it  was  his  under- 
standing, however,  that  negotiations  were  in  progress  between 
the  Association  of  Railway  Executives  and  the  National  Asso- 
ciation of  Owners  of  Railroad  Securities  relative  to  the  latter's 
proposals  and  that  if  an  agreement  were  reached  between  them 
it  might  not  be  necessary  to  go  into  the  matter  further.  L.  F. 
Loree,  president  of  the  Delaware  &  Hudson,  will  appear  as  a  wit- 
ness in  the  near  future. 


MILEAGE  BOOK  BILL 

The  Traffic  World   Washington  Bureau 

The  House  interstate  and  foreign  commerce  committee  has 
voted  a  favorable  report  on  the  Senate  mileage  book  bill  with 
certain  amendments.  As  approved  by  the  House  committee,  the 
Commission  would  be  authorized  to  require  railroads  to  issue 
scrip  coupons,  as  well  as  mileage  books,  at  just  and  reasonable 
rates.  The  amended  bill  also  leaves  to  determination  by  the 
Commission  the  amount  of  mileage  to  be  contained  in  mileage 
books,  and  also  authorizes  the  Commission  to  exempt  any  carrier 
from  the  provisions  of  the  act  if  conditions  warrant  such  action. 
The  word  "interstate"  is  taken  out  of  the  bill. 


PASSAGE   OF  SWEET   BILL    URGED 

The  Commerce  Association  of  Aberdeen,  S.  D.,  has  passed 
a  resolution  urging  the  passage  of  the  Sweet  bill,  to  restore  to 
the  state  commissions  power  over  intrastate  rates.  The  resolu- 
tion expressed  confidence  in  the  South  Dakota  commission  and 
said  it  would  be  in  the  "interest  of  shippers  and  receivers  of 
freight  and  express,  and  in  the  interest  of  the  citizens  of  South 
Dakota  generally,"  to  have  power  over  state  rates  restored  to 
state  commissions. 


BILL  TO    REDUCE    RATES 

A  bill  (H.  R.  11732),  which  he  said  would  never  be  re- 
ported out  of  committee,  has  been  introduced  by  Representative 
Huddleston,  member  of  the  House  committee  on  interstate  and 
foreign  commerce.  It  would  repeal  section  15a  of  the  interstate 
commerce  act  and  make  all  rates,  fares  and  charges  greater 
than  those  in  effect  August  25,  1920,  unlawful,  but  the  Com- 
mission would  have  authority  to  change  any  particular  rate, 
fare  or  charge  which  may  be  found  not  to  be  just  or  reasonable. 


A   CORRECTION 

In  the  explanation  of  estimates  of  the  effect  of  the  Com- 
mission's decision  in  Reduced  Rates,  1922,  in  The  Traffic  World 
of  May  27,  under  the  heading,  "Effect  of  Reductions,"  it  was 
stated  that  the  gross  freight  revenues  in  1921  were  approxi- 
mately $3,198,000,000.  The  figure  should  have  been  $3,918,000,000. 
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The  Commission's  Secret  Methodt.— A*  keepers  of  secrets, 
the  gentlemen  composing  the  Supreme  Court  of  the  United 
States  are  not  without  peers.  The  commissioners  are  not  to  be 
overlooked  by  those  seeking  for  examples  of  what  can  be  done 
by  some  persons  to  keep  their  fellow  citizens  guessing.  It  is 
now  believed  that  everything  declared  at  one  time  or  another 
to  be  the  decision  of  the  Commission  came  within  sight  of  the 
situation  as  it  existed  on  some  day  in  the  course  of  the  time 
the  reduced  rate  case  was  under  consideration  in  chambers. 
At  one  time  the  report  was  that  the  commissioners  were  in  a 
deadlock:  at  another  that  they  felt  they  could  not  make  reduc- 
tions; and  at  still  another  that  they  would  not  act  until  after 
the  Labor  Board  had  done  something.  The  commissioners,  like 
the  justices  of  the  Supreme  Court,  take  the  position  that  their 
reports  speak  for  themselves.  Therefore,  speculation  as  to  why 
they  did  certain  things  or  as  to  why  they  did  not  do  something 
else  can  take  place,  after  a  decision,  in  as  great  volume  as  before 
its  promulgation.  If  those  who  Inferred  that  the  commissioners 
had  come  to  the  conclusion  that  they  could  not  make-  reductions 
had  only  added,  "on  basic  commodities  alone."  they  would  now 
be  standing  forth  as  prophets,  or  at  least  as  possessers  of  ac- 
curate Information.  There  is  nothing  In  the  law  requiring  the 
commissioners  to  make  such  a  mystery  of  their  deliberations. 
They  are  not  Judges,  settling  controversies  between  parties  as 
to  what  was  the  law  on  a  given  day  In  the  past.  They  are  more 
nearly  law-makers  saying  what  shall  be  done  In  the  future. 
Sometimes  one  or  the  other  of  the  housos  of  Congress  holds  a 
secret  legislative  session.  The  Senato  holds  a  secret  session 
on  executive  business,  but  even  that  custom  Is  passing  away. 
Secret  legislative  sessions,  as  a  regular  thing,  were  given  up 
by  the  Senate  about  1796.  The  House  never  had  them  as  a 
regular  thing.  It  passed  the  legislation  declaring  war  In  1812 
In  secret  session  and  held  a  few  sessions  behind  closed  doors 
about  the  time  the  war  with  Spain  came  on.  The  House  of 
Commons  used  to  have  such  sessions.  A  law-maker  who  now 
would  suggest  the  need  for  secrecy  In  such  bodies  when  they 
were  deliberating,  probably  would  be  laughed  Into  retirement. 
Yet  there  was  a  time  when  secrecy  In  such  matters  was  con- 
sidered not  only  essential  but  natural.  Perhaps  the  time  will 
come  when  the  Supreme  Court  and  the  Commission  will  not 
consider  secrecy  essential,  even  If  the  thought  does  not  go  to 
the  other  extreme  of  deeming  secrecy  detrimental.  Of  course, 
secrecy  sometimes  may  mean  more  freedom  In  the  expression 
•«f  opinion  on  an  unimportant  point,  but  Its  advantage  has  not 
been  obvious  to  those  who  wondered  why  President  Harding 
decided  to  call  in  the  rail  executives  before  the  Commission 
acted.  On  the  contrary,  to  many  It  seemed  that  the  secrecy  had 
been  enforced  against  some,  but  not  against  all.  The  law  gives 
to  the  President  no  more  standing  before  the  Commission  than 
to  any  other  citizen.  If  he  was  advised  that  the  Commission  had 
decided  It  could  not  make  reductions  on  basic  commodities  so 
he  could  put  forth  an  effort  In  behalf  of  such  an  adjustment 
of  rates,  fairness.  It  has  been  suggested,  required  the  giving  of 
advice  to  those  favoring  the  general  percentage  reduction  that 
the  Commission  was  Inclined  that  way.  They.  then,  could  have 
used  pressure  on  the  railroad  executives  and.  If  necessary,  on 
the  commissioners.  In  favor  of  what  the  Commission  had  decided 
on.  Perhaps  no  one  told  the  President  anything.  Perhaps  he 
only  surmised  that  his  view  was  not  going  to  be  adopted  by 
the  commissioners  and  took  the  dinner  step  merely  as  a  pre- 
caution. 


••  big  chance  of  loss.  They  may  find,  if  the  opinion  in  that  case 
was  not  controlling,  that  a  60  per  cent  advance  will  be  held  as 
not  resulting  In  unreasonable  cMarges  on  certain  kinds  of  traffic. 
Many  shippers  think  it  was  poor  law  for  the  Commission  ever 
to  have  held  that  General  Order  28  was  not  binding  on  the 
carriers  as  reasonable  maximum  rates.  If  the  Commission 
should  now  adopt  Wilson's  proposed  report,  there  would  be 
nothing  on  which  shippers  could  rely  as  having  been  prescribed 
as  a  maximum.  Shippers  generally  understand  the  rather  con- 
teptuous  attitude  of  the  Commission  toward  General  Order  28. 
It  is  suggested,  however,  that  it  would  be  hard  for  them  to 
understand  why  the  Commission  should  not  hold  its  own  order 
in  Ex  Parte  74  as  having  prescribed  the  reasonable  maximum 
rate  and  penalizing  the  carrier  by  an  order  of  reparation  in  the 
event  a  railroad  disregarded  that  maximum. 


Ex  Parte  74  Rates  as  Maxima. — Orders  neither  of  the  Com- 
mission nor  of  the  Director-General  will  be  binding  on  a  railroad 
In  the  making  of  rates  If  its  judgment  conflicts  with  that  of 
the  Commission,  should  the  Commission  adopt  the  recommenda- 
tion made  by  Examiner  H.  C.  Wilson  in  his  report  on  No.  12699. 
American  Farm  Bureau  Federation  et  al.  vs.  Aberdeen  A  Rock- 
fish  et  al.  That  case  Involves  a  rate  made  under  Ex  Parte  74. 
In  respect  of  rates  not  In  accordance  with  General  Order  No. 
23.  the  Commission  has  consistently  held  that  fact  to  be  never 
controlling  and  seldom  persuasive.  Now.  apparently.  Examiner 
Wilson  thinks  the  Commission  should  use  the  same  mle  with 
regard  to  rates  changed  because  It  said  something  In  Ex  Parle 
74.  If  the  opinion  in  that  case  Is  not  controlling.  It  Is  suggested. 
then  there  Is  no  reason  why  the  railroads,  In  supposed  obedience 
to  the  opinion  In  the  1922  reduced  rate  rase,  should  not  pick  out 
commodities  on  which  they  think  there  should  be  advances 
rather  than  reductions,  nor  why  they  should  not  pick  other  rates 
for  reduction  by  only  five  per  cent,  and  still  others  for  no  change 
•t  all.  If  the  opinion  In  Ex  Parte  71  did  not  establish  tho 
reasonable  maximum  rate,  as  Mr.  Wilson  seems  to  think,  a  largo 
number  of  shippers  who  made  contracts  on  the  theory  that  tho 
rate*  therein  named  were  reasonable  maximum  rates,  took  a 


Chance  for  Recourse  to  the  Courts  as  to  Freight  Rates. — 
Acquiescence  of  the  carriers  in  the  Commission's  ten  per  cent 
reduction  decision  does  not  necessarily  indicate  the  impossibility 
of  litigation.  Here  is  something  to  think  about:  Suppose  the 
railroads  put  the  rates  into  effect  and,  at  the  end  of  three  months, 
find  their  net  income  to  be  at  the  rate  of  about  three  per  cent 
per  annum.  Would  a  court  refuse  an  Injunction,  the  effect  of 
which  would  be  to  suspend  the  reduced  rates?  Suppose  it  re- 
fused, on  the  ground  that  the  trial  had  not  been  long  enough 
and  at  the  end  of  six  months  the  carriers  came  back  and  showed 
that,  while  there  had  been  a  fractional  increase,  it  was  still  far 
behind  even  the  standard  set  by  the  Commission  itself  as  to 
what  would  constitute  a  fair  return.  Would  the  court  still  re- 
fuse an  injunction  because  the  Commission  was  contending  that 
a  six  months'  trial  was  not  sufficient  to  demonstrate  the  insuffi- 
ciency of  the  rates  allowed  by  It?  In  the  event  the  facts  were 
as  suggested.  It  Is  believed,  the  courts  would  enjoin  the  reduced 
rates  and  require  the  reinstatement  of  the  higher  ones.  Court- 
made  rates  are  not  so  rare  as  one  might  suppose.  An  Indiana 
court  authorized  a  road  In  that  state  to  raise  its  interstate  rates. 
Court  rates  superseded  state  commission  rates  In  Oklahoma 
before  federal  control  and  became  the  foundation  on  which  Gen- 
eral Order  No.  28  rates  were  built.  No  one  expects  the  Com- 
mission, In  the  event  its  rates  prove  to  be  a  disappointment,  to 
adhere  to  them.  The  only  possibility  of  a  dispute  between  It 
and  a  court  would  arise  over  disagreement  as  to  what  con- 
stituted a  reasonable  trial  of  the  reduced  rates.  In  the  event 
of  such  a  dispute,  it  Is  believed,  the  Commission  would  yield 
the  point  as  soon  as  the  court  gave  judgment  against  it.  and 
not  wait  for  the  court  to  issue  a  mandate  on  the  subject.  It 
would  Instantly  allow  the  old  rates  to  be  restored  under  sixth 
section  permission.  In  other  days  there  were  instances  wlion 
It  seemed  that  the  Commission  was  willing  to  "play  horse"  with 
courts,  but  that  was  before  the  lower  courts  treated  orders  of 
the  Commission  as  seriously  as  they  do  now.  In  those  days 
district  judges  Issued  Iniunctlons  against  the  Commission,  al- 
most pro  forma.  Their  alacrity  in  such  matters  caused  Conjnvss 
to  provide  what  Is  now  called  a  statutory  court,  composed  of 
three  Judges,  to  hoar  applications  for  restraining  orders,  such 
as  were  denied  to  the  trunk  lines  In  the  New  England  divisions 
case,  the  court  In  that  case  consisting  of  Circuit  Judges  Hough, 
Mayer  and  Manton. 


A  Mass  of  Unwieldy  Evidence. — When  one  contemplates  the 
mass  of  printer!  matter  gathered  toeether  In  the  Cummins  in- 
vestigation of  transportation  (It  Is  still  going  on)  and  the  trans- 
portation part  of  the  Anderson  Inquiry  into  the  troubles  that 
afflict  agriculture,  the  wisdom  of  the  Spaniard  who  first  said. 
•sjnl  bono."  seems  established.  The  Anderson  report  will  be  a 
book  that  will  weigh  five  or  six  pounds.  The  Cummins  loose- 
leaf  reports,  which  some  day  will  probably  be  bound  into  books, 
will  weigh  probably  fifteen  or  twenty.  High  school  children 
speak  of  a  textbook  on  twelve  centuries  of  English  literature  as 
twelve  pounds  on  English  literature.  The  reports  on  transporta- 
tion probablv  will  be  treated  with  still  less  respect.  Those  who 
know  something  about  the  scope  of  the  testimony  collected  by 
the  Cummins  and  Anderson  bodies  know  there  Is  valuable  ma- 
terial In  their  publications,  but  It  would  be  nioro  certain  of  being 
put  into  usable  form  If  It  could  be  turned  into  Egyptian  heiro- 
glvphs  and  the  searchers  after  ancient  truths  sent  after  It. 
Thinking  It  old.  they  would  reduce  Its  bulk  and  put  it  out  In 
form  that  would  be  of  value  to  somebody.  Both  records  will 
contain  productions  that  could  be  entirely  omitted  without  dam- 
age, except,  perhaps,  to  tho  frolings  of  those  who  had  written 
them.  But  no  one  may  edit  or  abridge  what  Is  said  before 
congressional  commissions  and  committees  by  railroad  presi- 
dents and  confessed  experts,  even  If  what  they  say  or  write 
could  be  denominated  sophomoric  twaddlo. 

Supreme  Court's  Southern  Pacific  Opinion.— The  Supreme 
Court's  opinion  in  tho  Southern  Pacific  Contral  Pacific  merger 
case  that  the  joining  together  of  those  railroads  was  a  violation 
of  tho  Sherman  anti-trust  law.  has  raised  the  question,  for 
unofficial  discussion,  at  least,  an  to  whether  the  court,  for  oncn 
In  its  life,  has  not  violated  Its  own  rule,  which  Is  that  It  will 
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not  pass  on  a  moot  question.    Under  the  transportation  law,  the 
Commission  has  the  power  to  set  aside  the  anti-trust  laws  when- 
ever it  is  of  opinion  that  the  consolidation  of  given  railroads 
would  be  in  the  public  interest.    That  is  a  broad  and  simple 
way  of  stating  what  that  statute  provides.    The  law  also  com- 
mands the  Commission  to  make  up  a  plan  for  consolidating  the 
railroads  into  a  limited  number  of  systems.     In  compliance  with 
that  mandate  it  has  made  up  a  tentative  plan.    The  plan  calls 
for  a  continuance  of  the  merger  of  the  Southern  and  Central 
Pacific.     Professor  Ripley,  in  his   plan,  which  the  Commission 
used  as  the  groundwork  for  its  own.  recommended  the  creation 
of  a  system  embracing  the  Central  Pacific  in  a  system  with  the 
Union  Pacific  and  the  Chicago  &  North  Western.    The  Commis- 
sion's plan  for  a  continuance  of  the  merger  of  the  Southern 
Pacific  and  the  Central  Pacific,  therefore,  could  not  be  regarded 
as  something  to  which  it  had  not  given  particular  thought.     The 
fact  that  it  had  changed  the  Ripley  plan,  it  is  believed,  indicates 
exactly  the  contrary.    Technically,  of  course,  the  question  was 
not  moot.    The  court  was  passing  on  the  law  as  of  the  time  the 
merger  took  place.     No  mention  was  made  in  the  court's  opinion 
of  the  power  given  the  Commission  to  set  aside  the  anti-trust 
laws.    If  the  attorneys,  in  their  argument  of  the  case,  discussed 
the  fact  that  such  power  had  been  conferred  on  the  Commis- 
sion, their  talk  on  the   point  was  not  of  such  character  as  to 
evoke  comment  from  the  court.     One  effect  of  the  decision  is 
to  give  the  Commission  power  over  the  two  railroads  that  it 
would  not  have  had  if  the  court  had  held  that  the  merger  was 
not  in  violation  of  the  anti-trust  law.    By  ordering  the  dissolu- 
tion of  the  merger,  the  Court  put  it  into  the  power  of  the  Com- 
mission to  dispose  of  the  Central  Pacific  as  it  sees  fit,  in  making 
up  its  plan  for  the  consolidation  of  railroads.     The  decision  will 
also   require  •  the   Southern   Pacific,   if   it   desires    to   retain   the 
Central,  to  apply  for  a  permit,  under  section  two  of  paragraph 
five,  to  acquire  the  Central  Pacific.    As  a  physical  proposition, 
there  is  no  distinction  between  the  two  properties.     There  are 
no  legal  entities.    As  a  matter  of  fact,  the  two  companies  have 
been  one  property  practically  since  the  completion 'of  the  Cen- 
tral Pacific  in  1869,  negotiations  for  consolidation  having  been 
initiated  before  that  time.     If  the  two  properties  were  actually 
divorced,  each  company  would  have  to  buy  terminals  from  the 
other  and  there  'would  probably  have  to  be  wasteful  duplication 
if  the  government  insisted  on  each  going  its  own  way.     But  a 
permit  from  the  Commisison,  it  is  believed,  would  cure  the  dis- 
ruptive effect  of  the  court's  decision,  based  on  a  law  not  enacted 
until  five  years   after  the   two   properties   were   finally   tied   to- 
gether, so  that  even  Wall  street,  with  its  cleverness  in  manipu- 
lating stocks  and  bonds,  probably  would  find  it  a  Gordian  knot 
to  be  severed  only  by  the  use  of  such  a  weapon  as  the  Supreme 
Court   said    should    be   used.     Application     to    the   Commission, 
therefore,  for  a  permit  would  not  cause  surprise,  no  matter  how 
distasteful  such   a  procedure  might  be  to  the  officials  of  the 
Southern  Pacific.  A.  E.  H. 


TO  AMEND  TRANSPORTATION  ACT 

The   Traffic   World   Washington  Bureau 

With  the  view  of  getting  a  reaction  as  to  what  changes,  if 
any,  should  be  made  in  the  transportation  act,  Representative 
Newton,  of  Minnesota,  member  of  the  House  committee  on  in- 
terstate and  foreign  commerce,  introduced  a  bill  (H.  R.  (11774) 
to  amend  section  15a,  section  13.  and  other  provisions  of  the 
interstate  commerce  act.  After  the  bill  was  printed,  Mr.  New- 
ton desired  to  make  several  minor  changes  in  language  and  he 
introduced  a  revised  bill  (H.  R.  11822).  This  bill  will  take  the 
place  of  H.  R.  11774. 

Mr.  Newton  said  it  was  his  view  that  the  hearings  on  the 
transportation  act  had  developed  that  there  should  be  some 
changes  made  therein,  particularly  with  regard  to  the  rate- 
making  section.  However,  he  said,  there  was  no  thought  that 
any  action  could  be  taken  before  the  December  session  of  Con- 
gress and  that  his  purpose  in  introducing  the  bill  was  to  stimu- 
late thought  and  discussion  on  the  subject. 

The  revised  bill  would  amend  section  15a  so  that  it  would 
read  as  follows: 

Where  carriers  subject  to  this  act  are  conducted  under  honest, 
'indent  and  economical  management  they  are  entitled  to  the  oppor- 
tunity of  earning  a  fair  return  on  the  value  of  their  property  devoted 
to  the  service  of  transportation,  and  the  Commission  shall  give  con- 
sideration to  such  right  in  fixing  or  passing  upon  the  rates,  fares  and 
charges  of  such  carriers:  Provided,  that  the  Commission  shall  have 
reasonable  latitude  to  modify  any  particular  rates  which  It  may  find 
to  be  unjust  or  unreasonable. 

Mr.  Newton  said  he  believed  some  changes  should  be  made 
in  the  rate-making  section  so  as  to  permit  greater  flexibility  in 
the  regulation  of  rates  than  he  believes  possible  under  the  exist- 
ing law.  He  believes  the  recapture  clause  should  come  out.  He 
said  the  bill  did  not  represent  any  fixed  ideas  on  his  part  but 
rather  reflected  impressions  which  he  now  held. 

Mr.  Newton  said  he  did  not  wish  to  go  so  far  as  the  Hoch 
and  Sweet  bills  with  regard  to  section  13. 

The  bill  would  change  paragraph  4  of  section  13  so  that  the 


Commission  would  have  power  to  remove  "any  undue  or  unrea- 
sonable advantage,  preference,  or  prejudice  as  between  persons, 
or  localities  in  intrastate  commerce  on  the  one  hand  and  in  inter- 
state or  foreign  commerce  on  the  other  hand,"  and  to  prescribe 
maximum  or  minimum  charges,  but  no  order  of  the  Commission 
could  have  the  effect  of  increasing  state  rates  within  the  juris- 
diction of  state  regulatory  bodies  until  the  question  of  the  rea- 
sonableness and  the  preferential  character  of  the  rates  prescribed 
had  been  passed  upon  by  the  state  authorities  and  the  Com- 
mission has  reviewed  the  findings  and  conclusions  of  the  state 
authorities.  In  the  event  the  state  authorities  refused  to  fur- 
nish findings  and  conclusions  within  90  days  from  the  time  the 
questions  were  presented  the  Commission  could  then  enter  the 
order  or  orders  held  to  be  proper.  The  bill  would  give  the  Com- 
mission full  authority  to  change  intrastate  rates,  fares  and 
charges  prescribed  by  state  statutes  but  over  which  the  state 
authorities  have  no  control,  in  the  event  such  rates  were  held 
to  constitute  an  "  undue  burden  upon  interstate  commerce." 

The  bill  would  amend  paragraph  22  of  section  1  so  as  to 
take  from  the  Commission  authority  over  construction  of  new 
lines  or  extensions  wholly  within  one  state  and  which  have  no 
financial  connection  with  any  other  railroad  any  part  of  which  is 
located  in  another  state. 

An  amendment  to  paragraph  7  of  section  15  of  the  act 
would  extend  the  period  of  further  suspension  from  30  days  to 
6  months. 

Other  sections  of  the  bill  follow: 

Sec.  2.  That  paragraphs  (4),  (5),  (6)  and  (8)  of  section  5  of  the 
Interstate  Commerce  Act,  as  added  thereto  by  section  407  of  the 
Transportation  Act,  1920,  are  hereby  repealed;  and  paragraph  (2)  of 
said  section  is  hereby  amended  to  read  as  follows: 

"(2)  Whenever  the  commission  is  of  opinion,  after  hearing,  upon 
application  of  any  carrier  or  carriers  engaged  in  the  transportation  of 
passengers  or  property  subject  to  this  act,  that  the  acquisition,  to  the 
extent  indicated  by  the  commission,  by  one  or  such  carriers  of  the 
control  of  any  other  such  carrier  or  carriers  either  under  a  lease  or 
by  the  purchase  of  stock  or  in  any  other  manner  including  the 
consolidation  of  such  carriers  into  a  single  system  for  ownership  and 
operation,  will  be  in  the  public  interest,  and  will  not  substantially  . 
lessen  carrier  competition,  the  commission  shall  have  authority  by 
order  to  approve  and  authorize  such  acquisition  or  consolidation,  under 
such  rules  and  regulations  and  for  such  consideration  and  on  such 
terms  and  conditions  as  shall  be  found  by  the  commission  to  be  just 
and  reasonable  in  the  premises." 

Sec.  3.  That  section  6  of  the  Interstate  Commerce  Act  is  hereby 
amended  by  adding  thereto  a  paragraph  numbered  (14),  to  read  as 
follows: 

"(14)  That  every  telephone,  telegraph  and  cable  company  subject 
to  this  act  shall  file  with  the  commission,  and  print  and  keep  open  to 
public  inspection,  schedules  showing  the  rates  and  charges,  rules, 
regulations  and  practices  for  all  classes  of  service  in  connection  with 
the  transmission  of  intelligence  between  points  on  its  own  route,  and 
between  points  on  its  own  route  and  points  on  the  route  of  any  other 
such  carrier  where  a  through  route  and  joint  rate  has  been  estab- 
lished. If  no  joint  rate  over  the  through  route  has  been  established, 
the  several  carriers  in  such  through  route  shall  file,  print  and  keep 
open  to  public  inspection  as  aforesaid  the  separately  established  rates 
and  charges  applied  to  the  through  transmission.  Such  schedules, 
printed  as  aforesaid,  shall  plainly  state  the  points  between  which 
intelligence  will  be  transmitted,  the  rates,  charges,  rules  and  regula- 
tions applying  thereto  and  to  the  respective  grades  of  service,  and  all 
provisions  of  this  act  with  reference  to  the  authority  of  the  com- 
mission over  the  schedules  of  common  carriers  and  over  the  printing, 
filing,  posting  or  changing  thereof,  shall  apply  in  like  manner  to  the 
schedules  of  common  carriers  engaged  in  the  transmission  of  intel- 
ligence and  subject  to  the  provisions  of  this  act  as  in  the  case  of  other 
common  carriers,  in  so  far  as  the  same  can  be  made  applicable  to  the 
service  of  transmission  of  intelligence." 

Sec.  8.  That  section  16a  of  the  Interstate  Commerce  Act  is  hereby 
amended  by  inserting  "(1)"  at  the  beginning  thereof  and  by  adding 
thereto  a  new  paragraph  numbered  (2),  to  read  as  follows: 

"(2)  Any  party  to  any  proceeding  before  the  commission  in  which 
hearing  has  been  held  and  report  or  order  entered  mav  bring  suit  in 
any  district  court  of  the  United  States  of  proper  venue  to  set  aside 
or  annul  any  such  report  or  order,  including  any  negative  order  upon 
the  ground  that  no  evidence  has  been  presented  in  such  proceeding 
upon  which  to  base  such  report  or  order,  or  upon  the  ground  that 
such  report  or.  order  is  contrary  to  law,  or  that  the  commission  has 
failed  to  exercise  jurisdiction  or  perform  a  duty  imposed  upon  it  bv 
law  or  that  the  procedure  required  by  this  act  has  not  been  followed." 

Sec.  9.  That  section  20  of  the  Interstate  Commerce  Act  is  herebv 
amended  by  adding  thereto  a  new  paragraph  numbered  (13)  to  read 


"(13)   That  every  telegraph,  telephone  and  cable  company  receiv- 
ing messages   for  transmission  subject  to   this  act,   shall   be   liable   to 


_  ^  PSSHE'PS 

messages.     Such   limitation   of  liability   shall   be 


.  ay   sa        e 

reasonable,  just  and  nondlscnminatory  and  the  commission  shall  have 
jurisdiction   upon   complaint   or  upon   its  own   initiative  without  com- 


A.  C.  L.  CONTROL  OF  ROCKINGHAM 
The  Atlantic  Coast  Line  has  applied  to  the  Commission  for 
authority  to  acquire  control  of  the  Rockingham  Railroad  Com- 
pany by  purchase  of  more  than  50  per  cent  of  the  stock  of  that 
carrier.  The  line  extends  from  Gibson  to  Rockingham  N  C 
The  applicant  owns  50  per  cent  of  the  stock  now  and  $250000 
of  bonds.  A  total  of  720  shares  was  issued  of  which  the  A  C 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  BURLAP  AND  GUNNY  BAGS 

The  Commission,  in  a  report  on  I.  and  S.  No.  1496,  opinion 
No.  7630.  68  I.  C.  C.  587-8.  has  held  as  having  been  Justified  the 
proposed  cancellation  of  the  Icss-than-carload  commodity  rates 
and  the  application  of  higher  class  rates  in  lieu  thereof,  on  gunny 
and  burlap  bags,  from  St.  Louis,  East  St.  Louis  and  upper  Missis- 
sippi River  crossings  to  destinations  in  central  territory.  The 
order  of  suspension  is  to  be  set  aside  as  of  June  10.  The  protest 
was  grounded  on  the  fact  that  when  the  suspended  schedules 
were  filed  L.  C.  L.  commodity  rate*  applied  from  Memphis  tn 
destinations  in  central  territory.  The  Memphis  rates  were  can- 
relied  April  1,  1922.  Thereby  the  cause  of  protest  was  removed. 

The  cancellation  of  the  rates  on  the  bags  was  brought  about 
by  the  request  for  L.  C.  L.  commodity  rates  on  bagging,  the  raw 
material.  It  was  then  discovered  that  about  fifteen  years  ago, 
through  the  error  of  a  publishing  agent,  the  L.  C.  L.  commodity 
rates  on  bags  had  been  published,  notwithstanding  the  refusal 
of  central  territory  lines  to  grant  rates  as  low  as  those  from 
Memphis.  Although  there  were  L,  C.  L.  commodity'  rates  on 
bags,  the  movement,  the  Commission  said,  bad  been  small. 


CHARGES   ON   CEMENT 

A  combination  rate  of  57.5  cents  on  a  carload  of  cement,  from 
Cape  Glradeau,  Mo.,  to  Fisher.  Ark.,  reconslgned  to  Little  Hock. 
In  November,  1919,  has  been  held  unreasonable  and  reparation 
awarded  In  No.  12617,  Cape  Glrardeau  Portland  Cement  Co.  v«. 
Director-General.  St.  Louis  Southwestern,  et  al.,  opinion  No. 
7839.  68  I.  C.  C.  635-6.  The  charges  were  held  unreasonable  to 
the  extent  they  exceeded  32  cents  per  100  pounds,  composed  of 
1C  cents  to  the  first  billed  destination,  and  a  like  rate  to  the  re- 
consignment  point  which  would  have  been  applicable  under  rule 
77  had  application  been  made  therefor.  The  Commission  said 
that  In  a  number  of  rases  It  bad  approved  the  application  of 
rates  to  and  from  a  reconslgnment  point.  In  this  case,  however. 
It  condemned  the  use  of  a  class  C  rate  of  41.5  cents  from  Fisher 
to  Little  Rock  by  saying  that  16  rents  would  have  been  a  reason- 
able rate  for  the  haul  of  128  miles.  It  yielded  ton-mile  earnings 
of  25  mills.  The  41.5  cent  rate  yielded  64  4  mills.  The  Commis- 
sion also  found  the  150  demurrage  bill  contained  an  overcharge 
of  $12.  Its  order  of  reparation  requires  the  Director-General  to 
pay  $151.54  to  the  complainant  on  account  of  "excessive  and  un- 
reasonable charge*.'* 


RATES  ON  VASELINE 

The  Commission  has  dismissed  No.  1X270,  Chesebrough 
Manufacturing  Co.,  Consolidated,  vs.  Director-General .  as  agent, 
Pennsylvania,  et  al.,  opinion  No.  7623.  68  I.  C.  C.  555-8.  holding 
the  third  class  rates  collected  on  vaselines,  carloads,  from  Perth 
Araboy  to  Jersey  City,  during  federal  control,  were  legally  ap- 
plicable and  were  not  unreasonable. 

The  question  was  a*  to  whether  vaseline  was  a  medicine 
N.  O.  8..  or  a  petrolatum  product,  which.  In  carloads,  was  entitled 
to  fifth  class.,  after  February  1.  1917.  The  carriers  contended 
that  when  the  change  In  classification  was  made  In  1917  It  became 
a  medicine  N.  O.  S.  and  on  December  30.  1919.  It  became  a  medi- 
cine N.  O.  I.  B.  N.,  at  the  same  rating.  The  Commission  held 
the  notes  under  which  the  carriers  claimed  the  higher  rating 
were  sufficient  to  take  vaseline  out  of  the  claw  entitled  to  fifth 
class.  As  the  shipments  were  intrastate,  the  Commission  said 
It  could  not  prescribe  rates  for  the  future  nor  make  reparation. 
In  the  event  it  came  to  the  conclusion  third  das*  was  unreason- 
able, except  on  shipments  moving  during  federal  control. 


RATES  ON  PETROLEUM 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  N'»  1.266.  Empire  Refineries.  Inc.,  et  al.  vs. 
Director-General,  as  agent,  Texas  *  Pacific,  et  al.,  opinion  No. 
7643,  68  I.  C.  C.  648-60.  as  to  rates  on  crude  petroleum,  from 
Homer.  La.,  to  Independence.  Kan*.,  and  from  points  In  the 
Ranger  and  Shreveport  groups,  to  destinations  in  Oklahoma 
group  3  and  Kansas  group  2.  It  held  the  rates  from  Brownwood 
1  ikmulgee.  and  from  Brownwood  and  Ranger,  Tex.,  to  Inde- 
pendence, were  unreasonable  to  the  extent  they  exceeded  21.5 
and  24.5  cents  per  100  pounds,  respectively:  that  the  applicable 
rate  from  Homer  was  unreasonable  to  the  extent  It  exceeded  the 
subsequently  established  rate  of  26  cents;  and  that  the  ap- 
plicable rates  from  and  to  the  other  points  considered  were  un- 
reasonable to  the  extent  they  exceeded  23  cents,  and  awarded 
reparation  to  the  base*  Indicated. 

The  complaint  brought  into  question  ratps  charged  and  rates 
applicable  between  August  21.  1918,  and  November  21.  1919.  The 
complaint  was  filed  In  February.  1921,  and  the  Director-General 


raised  the  question  of  bar  but  the  Commission  overruled  him. 
Requests  for  rates  prior  to  the  movement  of  the  crude  from  the 
new  wells  In  the  Texas  fields  were  made  but  the  basis  requested 
was  not  disclosed.  In  disposing  of  such  parts  of  this  case  as  it 
did,  it  followed  its  decision  in  Western  Petroleum  Refiners  vs. 
Director-General.  66  I.  C.  C.  426,  Rates  from  Lewis  and  Oil  City, 
La.,  which  would  harmonize  with  its  decision  in  that  case,  could 
not  be  made  on  the  record  in  this  case.  Homer  is  one  of  the 
origin  groups  bracketed  with  Lewis  and  Oil  City. 

The  rate  from  Homer,  prescribed  in  this  case,  judging  from 
that  declaration,  the  Commission  thinks.  Is  not  in  harmony  with 
the  rates  prescribed  in  66  I.  C.  C.  426. 


RATES    ON    WHEAT 

A  holding  of  illegality  and  an  order  of  reparation  have  been 
made  in  No.  12334,  Freeman  Grain  Company  vs.  Director-Gen- 
eral, ay  agent,  opinion  No.  7624,  68  I.  C.  C.  559-63,  as  to  the 
rate  and  reconsigning  charge  on  nine  carloads  of  wheat,  shipped 
between  September  26,  1919,  and  January  15,  1920,  from  Lucas, 
Kan.,  inspected  at  Sallna,  Kan.,  and  diverted  to  points  in  Cali- 
fornia. The  rate  was  a  combination  of  73  cents  and  the  recon- 
slgnlng  charge  was  $5.  The  Commislson  held  the  only  charge 
should  have  been  a  rate  of  64  cents,  because  Salina,  a  point 
at  which  the  grain  was  inspected,  was  Intermediate  on  the  route 
from  Lucas  to  the  California  destinations.  Therefore  the  com- 
bination of  rates  and  the  reconsigning  charge  from  the  branch 
line  station  at  which  the  grain  originated,  to  Salina,  the  Com- 
mission held,  was  Illegal.  The  64-ct-nt  rate  applied  from  west- 
ern Kansas  generally,  the  Commission  said,  without  any  re- 
striction as  to  routing.  The  cars  were  sent  to  Salina  for  inspec- 
tion and  then  to  destination. 

Commissioner  Potter,  In  a  dissent,  pointed  out  that  the 
movement  from  Lucas  via  Salina  was  over  a  longer  and  not 
over  the  shortest  route.  The  Commission,  by  resting  on  the 
conclusion  that  there  were  no  routing  restrictions,  was  able  to 
hold  the  grain  traveled  over  a  route  on  which  Salina  was  "di- 
rectly Intermediate"  and  that  the  cars  in  question  in  this  case 
were  therefore  entitled  to  be  reforwarded  without  any  charge 
for  the  stop  In  transit  for  Inspection  for  grading  purposes. 
His  thought  was  that  the  only  route  available  to  the  shipper 
was  by  the  short  one  through  Colby,  Kan.,  on  which  Salina  was 
not  "directly  Intermediate."  By  change  since  the  shipments 
moved,  the  Union  Pacific  has  made  Salina  "directly  interme- 
diate." He  contended  that  that  amendment  showed  that  prior 
to  that  time  Salina  was  not  regarded  as  being  Intermediate,  and 
that  that  route  was  not  held  out  as  being  open  to  the  complain- 
ant. He  said  the  Commission's  duty  was  to  consider  only  the 
conditions  that  existed  at  the  time  the  shipments  moved. 


PER  CAR  CHARGE  ON  PHOSPHATE  ROCK 

The  Commission  has  dismissed  No.  12375,  F.  S.  Royster 
Guano  Company  vs.  Director-General,  as  agent,  opinion  No.  7622, 
68  I.  C.  C.,  552-4,  holding  that  the  $15  per  car  minimum  charge 
on  dry  phosphate  rock,  from  Brewuler  to  Royster,  Fla.,  during 

ral  control,  was  not  unreasonable.  The  prayer  was  for  repa- 
ration only  notwithstanding  the  charge  was  continued  after 
the  end  of  federal  control.  The  Commission  in  Its  report  said 
that  under  normal  conditions  there  was  no  movement  of  phos- 
phate rock  from  Brewster  to  Royster.  Owing  to  inability  of 
the  Director-General,  during  the  first  five  months  of  1918,  to 
move  rock  from  Brewster  to  Norfolk.  Va.,  it  accumulated  at 
Brewster.  To  get  rid  of  It,  the  complainant  ordered  It  sent  to 
Its  own  rock  mine  at  Royster  for  storage.  The  minimum  car 
charge  was  imposed  on  that  unusual  movement. 

In  Swift  &  Co.  vs.  Director-General,  61  I.  C.  C..  751,  the 
Commission  condemned  the  car  minimum  charge  as  applied  to 
wet  phosphate  rock,  from  the  mine  or  quarry  at  Alafla  to  Agri- 
cola,  Fla.,  prescribed  a  rate  of  20  cents  a  ton  and  awarded 
reparation.  It  said  this  case  was  to  be  distinguished  from  that 
by  the  facts  that  the  commodity  there  considered  was  wet  phos- 
phate rock,  containing  20  per  cent  water,  moving  from  the 
quarry  to  a  drying  plant,  for  transhipment  beyond,  and  that  the 
movement  from  the  quarry  at  Alafla  to  the  drying  plant  at 
Agrlcola  was  regular,  amounting  to  eight  or  ten  cars  per  day, 
with  the  shipper  setting  out  the  cars  at  point  of  origin  and  spot- 
ting them  at  destination.  On  the  dry  phosphate  rock  the  Com- 
mission said  the  carrier  performed  all  the  service. 


PROPORTIONAL  GRAIN  RATES 

The  Commission,  in  a  report  on  I.  and  S.  No.  1434,  opinion 
No.  7648,  68  I.  C.  C.  665-75,  written  by  Commissioner  Eastman. 
held  the  proposed  joint  proportional  rates  on  grain  and  grain 
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products  from  Minneapolis  and  other  points  in  the  northwest  to 
destinations  in  Trunk  Line  and  New  England  had  not  been  justi- 
fied and  should  be  canceled  not  later  than  June  30.  The  suspen- 
sion order  runs  to  July  1.  The  tariffs  were  filed  to  become  opera- 
tive November  1  last  year.  They  proposed  to  reduce  proportional 
rates  on  grain  and  grain  products,  all-rail,  rail-lake-and-rail,  rail- 
lake-and-canal,  from  Minneapolis,  St.  Paul  and  Minnesota,  re- 
ferred to  as  Minneapolis,  and  all-rail  from  Duluth,  Itaska,  and 
Superior,  referred  to  as  Duluth,  to  the  territories  mentioned. 
The  proposed  rates  were  limited  so  as  to  apply  only  from  points 
in  Montana  and  North  Dakota,  a  few  points  in  northwestern  and 
northeastern  corners  of  South  Dakota  and  shipping  points  in 
northern  Minnesota,  the  areas  covered  producing  about  one-half 
of  the  spring  wheat  crop.  They  were  published  as  domestic  rates 
and  would  apply  on  export  traffic  only  in  the  event  lower  ex- 
port rates  were  not  available.  A  further  and  controlling  limi- 
tation was  that  they  would  apply  only  from  points  from  which 
the  inbound  rates  to  Duluth  were  the  same  as  or  lower  than 
the  rates  to  Minneapolis.  Errors  in  tariff  publications  kept 
them  from  being  as  intended,  free  from  disregard  of  the  fourth 
section. 

Protests  from  milling  and  grain  interests  at  Chicago,  Mil- 
waukee and  southwestern  points  caused  their  suspension. 

While  the  suspended  tariffs  carried  rates  on  grain  as  well 
as  on  the  products,  the  primary  purpose,  as  declared  by  the  carriers, 
was  to  put  the  vast  milling  interests  at  Minneapolis  on  a  better 
footing  in  their  competition  with  mills  at  Buffalo  and  other 
points  which  receive  their  grain,  not  all-rail,  but  by  cargo  boats 
on  the  great  lakes.  Tne  interest  of  the  carriers'  serving  Minne- 
apolis is  to  haul  flour  and  other  products  from  Minneapolis  to 
the  east.  They  do  not  haul  much  grain  in  competition  with  the 
cargo  boats.  The  latter  do  not  carry  flour  and  other  products. 
The  boats  of  the  Great  Lakes  Transit  Corporation,  however,  com- 
pete with  the  railroads  in  hauling  flour.  The  proposed  reductions 
were  also  for  its  benefit,  the  differential  in  its  favor  being  four 
cents.  The  claim  was  that  it  was  necessary  to  reduce  the  rates 
so  as  to  assure  the  milling  of  grain  at  Minneapolis,  instead  of 
at  Buffalo  and  other  points  in  the  east.  The  eastern  carriers, 
having  the  haul  from  Buffalo,  although  the  recipients  of  rates 
on  the  flour  produced  at  Buffalo,  or  recipients  of  divisions  on  ex- 
lake  wheat  milled  at  points  east  of  Buffalo,  joined  with  the  Min- 
neapolis lines  in  the  proposal. 

When  the  suspended  schedules  were  filed  the  reductions  would 
have  been  of  considerable  size.  The  effect  of  the  Commission's 
decision  in  the  Western  Grain  case  and  reductions  made  by  the 
carriers  as  a  result  of  Canadian  competition,  however,  made  the 
proposed  reductions  of  no  great  concern  to  either  the  carriers 
or  the  Minneapolis  mills.  However,  the  carriers  insisted  upon 
going  through  with  the  suspension  case.  They  contended  an  im- 
portant principle  was  involved.  They  said  the  question  was 
whether  the  carriers  had  the  right  "to  establish  through  over- 
head rail  rates  to  meet  the  competition  of  Duluth  and  the  lakes." 
That  question  was  raised  because,  in  the  western  grain  rate  case 
the  Commission  admonished  the  carriers,  where  practicable,  to 
have  rates  through  important  grain  markets  break  definitely 
at  such  markets  so  as  to  avoid  the  possibilities  of  complications 
and  abuse  based  on  improper  use  of  transit  billing. 

Answering  that  question,  the  Commission  said: 

We  have  no  hesitation  In  conceding  that  carriers  may  properly 
make  rates  to  meet  competitive  conditions,  so  long  as  such  rates  are 
reasonably  compensatory  and  so  long  as  they  do  not  give  rise  to  undue 
prejudice  or  preference.  It  becomes  necessary  to  consider  whether 
the  present  case  falls  within  this  rule. 

No  direct  evidence  was  offered  to  show  whether  or  not  the  pro- 
posed rates  are  reasonably  compensatory.  There  are  circumstances, 
however,  which  fairly  lead  to  this  conclusion  in  the  absence  of  evi- 
dence to  the  contrary.  One  circumstance  is  that  the  reductions  under 
existing  domestic  rates  are  trifling.  Another  is  that  existing  export 
rates  are  lower  than  the  proposed  rates.  Still  another  is  that  the 
eastern  lines  are  willing  to  join  In  these  rates,  although  they  suffer  to 
a  less  extent  from  the  diversion  of  wheat  to  the  lake  route  since  they 
have  the  haul  from  Buffalo  and  other  Lake  Erie  ports. 

That  the  proposed  rates  will  unduly  prefer  Minneapolis  and  un- 
duly prejudice  competing  milling  points  and  grain  markets  is  strongly 
urged  by  protestants.  The  question  arises  whether  in  meeting  com- 
petitive conditions  at  Minneapolis  respondents  are  failing  to  extend 
similar  relief  to  other  milling  centers  and  grain  markets  which  they 
serve  and  which  are  affected  in  like  manner  by  these  competitive  con- 
ditions. In  this  connection  it  should  be  noted  that  respondents  include 
not  only  the  originating  carriers  at  Minneapolis,  but  also  all  lines 
operating  between  Chicago  and  the  eastern  seaboard,  and  that  for  the 
most  part  respondents  participate  in  the  transportation  of  grain  and 
grain  products  from  the  southwestern  markets  and  milling  centers  to 
eastern  territory.  Southwestern  grain  meets  in  the  East  the  com- 
petition of  northwestern  grain  moving  from  Duluth  by  the  Great  Lakes 
route,  and  southwestern  millers,  like  those  of  Minneapolis,  are  af- 
fected by  the  competition  of  millers  at  Buffalo  and  other  Lake  Erie 
ports  and  at  eastern  seaboard  and  interior  cities. 

Whether  or  not  respondents  should,  if  they  extend  lower  rates  to 
Minneapolis,  at  the  same  time  grant  corresponding  reductions  to 
southwestern  points,  Is  not  wholly  clear  from  the  record.  It  is  not 
demonstrated  that  the  proposed  rates  on  grain  will  unduly  prejudice 
the  southwestern  grain  markets,  for  if  this  grain  does  not  move 
through  Minneapolis,  much  of  it  will  move  through  Duluth,  and  the 
extension  to  Minneapolis  of  rates  which,  while  reduced,  will  continue 
to  be  higher  than  the  transportation  charges  from  Duluth  by  way  of 
the  Great  Lakes  will  probably  not  materially  change  the  situation  to 
the  injury  of  the  southwestern  points.  While  southwestern  grain  for 
export  has  outlets  by  way  of  the  Gulf  which  are  not  to  the  same 
extent  open  to  northwestern  grain,  the  rates  for  such  movement  are 
generally  greater  than  the  all-rail  export  rates  from  Minneapolis  to 
Atlantic  ports. 


It  is  with  respect  to  the  rates  on  grain  products  that  doubt  ex- 
ists. As  has  been  shown,  the  reduced  rates  on  grain  products  are  not 
proposed  to  meet  water  competition  on  such  products,  which  are  not 
carried  by  cargo  boats,  but  to  meet  the  competition  of  eastern  mills 
which  are  fed  by  the  grain  which  the  cargo  boats  do  carry.  It  seems 
to  be  true  that  Minneapolis  mills  grind  chiefly  spring  wheat,  while  the 
southwestern  mills  grind  chiefly  winter  wheat,  but  the  record  does  not 
enable  us  to  determine  with  any  degree  of  certainty  whether  this 
difference  materially  affects  the  competitive  situation  or  whether 
the  southwestern  mills  are  as  seriously  affected  by  the  low  transpor- 
tation charges  on  the  Great  Lakes  as  are  the  Minneapolis  mills.  If 
Minneapolis  is  to  be  afforded  relief  from  competition  with  the  eastern 
mills,  can  equal  advantages  be  lawfully  withheld  from  the  southwest- 
ern millers?  The  record  Is  not  clear  upon  this  point. 

The  above  has  reference  to  the  all-rail  rates.  The  Duluth  protest- 
ant  contends  that  the  proposed  reductions  In  the  rail-lake-and-rail 
rates  on  grain  products  from  Minneapolis  by  way  of  Duluth  are  un- 
duly preferential,  in  that  similar  reductions  are  not  proposed  in  the 
lake-and-rail  rates  from  Duluth.  Other  protestants  urge  that  they 
are  unduly  preferential,  in  that  similar  reductions  are  not  proposed 
in  the  rail-lake-and-rail  rates  from  Minneapolis  through  Lake  Michi- 
gan ports.  We  think  that  there  is  merit  in  both  of  these  contentions. 
At  present  the  rail-lake-and-rail  rates  from  Minneapolis  equal  the 
sum  of  the  proportional  rate  from  Minneapolis  to  Duluth  plus  the  lake- 
and-rail  rates  from  the  latter.  No  good  reason  has  been  shown  for 
changing  this  basis  nor  has  it  been  demonstrated  that  the  present 
difference  of  6.5  cents  is  unduly  prejudicial  to  Minneapolis  or  should 
be  reduced.  The  proposed  reduction  is  to  be  effected,  it  should1  be 
noted,  by  the  joint  action  of  the  rail  and  water  carriers  and  not  by 
action  alone  of  the  rail  carriers  operating  between  Minneapolis  and 
Dulutn.  Nor  has  good  reason  been  shown  for  reducing  the  rail-lake- 
and-rail  rates  through  Duluth  and  not  reducing  the  corresponding  rates 
through  Lake  Michigan  ports. 

Chicago  and  Milwaukee  protestants  object  particularly  to  the 
establishment  of  point  or  "overhead"  rates  in  substitution  for  the 
combination  rates  now  in  effect.  We  adhere  to  the  view  that  "where 
practicable,  rates  through  important  grain  markets  should  break  into 
definitely  known  inbound  and  outbound  components";  but  if  the  rates 
proposed  by  respondents  are  justified  in  other  respects,  they  should 
not,  in  our  opinion,  be  rejected  because  they  depart  from  a  particular 
plan  of  rate  publication.  Apparently  it  would  be  difficult,  if  combina- 
tion rates  were  employed,  to  restrict  the  reductions  to  the  origin  and 
destination  territories  proposed. 

Respondents  concede,  however,  that  Chicago,  Milwaukee  and 
other  intermediate  markets  are  fairly  entitled  to  transit  privileges  un- 
der the  proposed  rates,  and  they  also  concede,  at  least  by  implication, 
that  the  reductions  should  be  confined  to  grain  originating  in  territory 
where  the  inbound  rates  are  not  higher  to  Duluth  than  to  Minneapo- 
lis and  that  their  extension  to  grain  originating  in  other  territory  would 
not  be  justified.  The  Chicago  and  Milwaukee  protestants  allege  that 
under  existing  transit  tariffs  their  markets  would  not  in  all  cases  be 
accorded  transit  privileges  under  the  proposed  rates,  and  both  their 
witnesses  and  the  witnesses  of  the  Duluth  protestants  testified  that 
transit  rules  and  regulations  at  Minneapolis  are  so  lax  that  the  re- 
ductions would  not  in  practice  be  confined  to  grain  originating  in  the 
described  territory. 

These  allegations,  and  the  evidence  offered  in  support  thereof, 
were  not  effectively  met  by  respondents  or  by  the  intervening  Minne- 
apolis interests.  Their  position  is,  in  brief,  that  if  the  transit  tariffs 
at  Chicago  and  Milwaukee  are  not  sufficiently  comprehensive  or  if 
the  rules  and  regulations  at  Minneapolis  are  too  lax,  these  are  mat- 
ters which  can  be  adjusted  later  and  have  no  immediate  bearing  upon 
the  questions  at  issue  in  this  proceeding.  With  this  view  we  are  not 
in  accord.  If  respondents  propose  rate  reductions  which  they  Justify 
in  part  upon  the  ground  that  they  are  restricted  to  certain  originating 
territory  and  upon  the  ground  that  they  are  subject  to  transit  priv- 
ileges at  intermediate  markets,  they  should  be  able  to  show  that  the 
rates  will  in  fact  be  so  restricted  and  that  they  will  in  fact  be  sub- 
ject to  such  transit  provisions. 

It  appears  that  in  some  important  instances  grain  or  grain  prod- 
ucts may  be  shipped  from  Minneapolis  without  the  surrender  of  ex- 
pense bills,  thus  tending  at  all  times,  except  immediately  after  a 
transit  check,  to  leave  on  hand  expense  bills  in  excess  of  the  amount 
of  grain  actually  on  hand.  For  example,  the  rail-lake-and-rail  rates 
on  grain  products,  though  evidently  proportional  in  character,  appear 
to  be  published  as  local  rates  and  require  the  surrender  of  no  inbound 
expense  bills.  Until  policing  rules  are  adopted  which  rigidly  require 
the  cancellation  of  inbound  expense  bills  for  each  outbound  movement 
by  rail  or  otherwise  and  for  local  sales,  the  tendency  to  accumulation 
of  excess  expense  bills  will  continue.  So  long  as  excess  expense  bills 
are  available,  the  difficulty  of  restricting  such  rates  as  are  here  pro- 
posed to  grain  originating  in  the  origin  territory  intended  will  be  ma- 
terial. 

As  aforesaid,  respondents  under  the  conditions  now  existing  have 
little  interest  in  the  proposed  rates  except  for  the  principle  involved, 
and  they  expect  at  some  future  date  to  propose  other  rates  which  will 
more  effectively  carry  out  this  principle.  Upon  the  present  record 
we  find  that  the  schedules  under  suspension  have  not  been  justified 
and  should  be  canceled,  but  this  finding  is  without  prejudice  to  the 
consideration  of  any  similar  rates  in  the  future  which  may  not  be  open 
to  the  objections  which  we  have  indicated  above  as  applying  to  the 
rates  now  proposed. 

RATE    ON    CRUDE    OIL 

An  order  of  dismissal  has  been  entered  in  No.  12212,  Humble 
Oil  &  Refining  Co.  vs.  Director-General,  as  agent,  opinion  No. 
7637,  68  I.  C.  C.  629-30,  the  Commission  holding  the  rate  on 
crude  petroleum,  from  Iowa  Park,  Tex.,  to  New  Orleans,  in 
February,  1919,  was  not  unreasonable.  A  rate  of  29  cents  was 
charged  on  21  tanks  of  crude.  The  complainant  contended  it 
was  unreasonable  because  in  excess  of  22  cents,  which  would 
have  been  the  rate  had  it  been  on  as  low  a  basis  as  rates  from 
points  in  Kansas  and  Oklahoma  to  New  Orleans. 


RATES  ON  CANE  SYRUP 

A  finding  of  unreasonableness,  an  order  prescribing  rates 
for  the  future,  and  an  award  of  reparation  have  been  made  in 
No.  11271,  Alabama-Georgia  Syrup  Co.  vs.  Director-General,  as 
agent,  Atlantic  Coast  Lane,  et  al.,  opinion  No.  7635,  68  I.  C.  C. 
618-22.  The  Commission  held  unreasonable  rates  on  carload 
shipments  of  cane  syrup,  in  barrels,  from  Monticello  and  Madi- 
son, Pla.,  to  Montgomery,  Ala;  and  in  less-than-carloads,  from 
Live  Oak,  Fla.,  to  the  same  destination.  It  ordered  the  carriers 
to  establish,  not  later  than  July  27,  rates  from  Monticello,  not 
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exceeding  39.5  cents;  from  Madison,  not  exceeding  41  cents, 
and  from  LJve  Oak,  not  more  than  47  cents.  The  rates  against 
which  complaint  was  made  applied  during  federal  control.  The 
Commisison  held  the  rates  during  that  period  unreasonable  to 
the  extent  they  exceeded,  from  Monticello,  31.5  cents;  from 
Madison.  33  cents,  In  carloads;  and  34  cents  and  37.5  cents  less 
than  carloads  from  LJve  Oak.  It  held  the  present  carload  rate 
from  Live  Oak  not  unreasonable.  The  rates  for  the  future 
prescribed  by  the  Commission  include  the  advances  under  Ex 
Parte  74.  The  report  also  covers  No.  12058.  Same  vs.  Same. 


RATE   ON   SODA  ASH 

The  Commission  has  dismissed  No.  12778,  Salem  Glass 
Works  et  al.  vs.  Director-General.  Michigan  Central  et  al.,  opin- 
ion No.  7641,  68  I.  C.  C.  643-4,  holding  the  rate  on  soda  ash. 
carload.-,  from  Detroit  and  Wyandotte,  Mich.,  to  Salem  and 
Millville.  N.  J..  between  May  21  and  October  13.  1919,  was  not 
unreasonable  or  otherwise  unlawful.  The  complaint  was.  in 
effect,  against  an  increase  In  the  arbitrary  over  Philadelphia, 
from  5  to  6.5  cents,  which  took  place  June  25.  1918.  The  com- 
plainants contended  that  Increase  was  Illegal  because  It  was  not 
properly  published.  The  arbitrary  was  reduced  in  May,  1919. 
to  5  cents  on  traffic  via  Pittsburgh.  That  reduced  arbitrary 
prevailed  during  the  time  the  shipments  In  question  moved. 
Later  the  arbitrary  via  that  route  was  pat  back  to  6.5  cents. 


RATES  ON   SCRAP   IRON 

The  Commission  has  dismissed  No  115*1.  Alaska  Junk  Co. 
T».  Director-General,  C.  M.  *  St.  P..  et  al..  opinion  No.  7634.  SS 
I.  C.  C.,  615-17,  holding  the  rates  charged  on  scrap  Iron,  from 
Belllngham  and  Sedro  Woolley  to  Seattle.  Wash.,  during  federal 
control,  were  not  unreasonable  nor  In  violation  of  the  long  and 
short  haul  part  of  the  fourth  section.  It  also  held  the  recon- 
slgnrnent  charge  of  $15  assessed  on  six  shipments  was  not  un- 
reasonable. The  movements,  having  been  Intrastate.  the  Com- 
mission said  the  fourth  section  of  the  interstate  commerce  law 
did  not  apply.  The  departures  from  the  fourth  section  on  Inter- 
state rates,  so  far  as  they  were  Involved  In  the  caae,  the  Com- 
mission said,  were  properly  protected.  The  decision  also  coven 
two  sub-numbers  brought  by  the  Belllngham  Junk  Company  anil 
thp  Northwestern  Junk  Company. 


SODA  ASH,  KANSAS  TO  OKLAHOMA 
Dismissal  has  been  ordered  In  No.  12379,  A.  H.  Kerr  Com- 
pany et  al.  vs.  Director-General,  as  agent.  Sand  Springs  Railway, 
et  al.,  opinion  No.  7645,  68  I.  C.  C.,  653-5.  the  Commission  holding 
the  rates  on  soda  ash,  from  Hutchlnson,  Kan.,  to  Sand  Springs, 
Okla.,  after  January  1,  1917,  were  not  unreasonable  or  unduly 
prejudicial.  Rates  of  16.  20  and  27  cents  were  attacked.  Rates 
of  12.  15  and  20.5  cents  were  requested.  The  Commission  said 
that  if  the  29-cent  rate  applicable  from  Hutchlnson  to  Oklahoma 
City,  prescribed  by  It,  had  been  used  as  the  measure  of  the  rate 
to  Sand  Springs,  rates  higher  than  those  collected  would  have 
been  In  effect 


RATES  ON   IRON   PIPE 

The  Commission  has  dismissed  No.  12359,  Humble  Pipe  Line 
Co.  vs.  Director-General,  as  agent,  opinion  No.  7644,  68  I.  C.  <'. 
651-2,  holding  the  rate  on  wrought  Iron  pipe,  from  Pittsburgh  to 
Hlllendahl,  Bellalre  and  Fairbanks.  Tex.,  In  July,  1919,  was  not 
unreasonable  or  otherwise  unlawful.  A  joint  rate  of  74  cents 
applied  over  the  route  over  which  the  27  carloads  moved.  Over 
another  route  a  lower  combination  applied.  In  the  transporta- 
tion of  the  traffic  In  question  one  carload  of  the  pipe  was  haul>-d 
through  Houston.  It  was  claimed  that  that  fact,  which  the  Com- 
mission called  an  accident  of  transportation,  brought  Into  opera- 
tion the  aggregate  of  intermediates  rule  of  the  fourth  section. 
The  Commission  said  the  rate  did  not  apply  through  Houston 
over  any  route  designated  by  the  shipper  or  over  any  route  of 
movement,  and  then-fore  Houston  was  not  Intermediate,  except 
through  the  accident  of  transportation  that  caused  one  car  to  be 
xent  through  Houston. 

PEANUTS  AND  COTTON-PICKING  SHEETS  AND  BAGS 

The  Commission  has  diamissed  No.  12122,  Traffic  Bureau  of 
Nashville  vs.  Louisville  It  Nashville  et  al..  opinion  No.  7636.  68 
I.  C.  C.,  623-8.  holding  there  waa  neither  unreasonableness  nor 
undue  prejudice  In  the  second  class  rating  on  L.  C.  L.  shipments 
of  salted  peanuts  In  fiber  or  metal  cans  or  cartons;  In  barrels 
or  boxes;  in  metal  cans  In  crates;  or  In  pails.  A  similar  holding 
was  made  In  respect  of  the  fourth  class  any  quantity  rating  on 
cotton-picking  sheets  and  cotton-picking  bags. 

Southern  classification  ratings  on  the  articles  mentioned 
were  made  In  behalf  of  merchants,  manufacturers  and  shippers 
i if  th>>  .-irMrlfs  mentioned.  The  complaining  association,  in  their 
behalf,  asked  for  third  class  on  the  salted  peanuts,  fifth  class 
on  the  sheets  or  bags'  used  by  the  cotton  pickers  In  L.  C.  L. 
and  sixth  In  carload  quantities.  The  association  asked  for 
n\>-  lower  rating  on  the  salted  peanuts,  because  when  moved 
in  barrels  they  take  third  class.  The  Commission  said  that 


when  articles  are  shipped  in  inner  containers  they  are  generally 
of  a  higher  commercial  grade  than  when  shipped  in  bulk  in 
barrels  and  that  no  reason  was  apparent  in  this  case  why  the 
salted  peanuts  in  the  inner  containers  should  not  be  rated  higher 
than  those  in  barrels. 

As  to  the  cotton-picker  bags  or  sheets  the  complainant  called 
attention  to  the  fact  that  burlap  bags  are  rated  lower  than  the 
cotton-picker  bags  or  sheets.  The  Commission  said  the  record 
disclosed  no  discrimination  against  the  cotton-picker  bags  or 
sheets  by  reason  of  that  lower  rating  on  burlap  bags. 


RATE  ON  ROCK  OR  SHALE  DUST 

In  a  report  on  No.  12346,  Old  Ben  Coal  Corporation  vs.  Di- 
rector-General and  C.  B.  &  Q.,  opinion  No.  7629,  68  I.  C.  C. 
584-6,  the  Commission  held  unreasonable  and  ordered  repara- 
tion, a  rate  of  $1  per  ton  on  rock  or  shale  dust,  from  West 
Frankfort.  III.,  to  Christopher  and  Sesser,  111.,  during  federal 
control  to  the  extent  it  exceeded  70  cents  per  net  ton.  After 
the  shipments  moved  a  commodity  rate  of  $1  per  ton  was 
established  instead  of  a  rate  of  $1.40,  which  would  have  been 
applicable  under  Ex  Parte  74.  Seventy  cents  is  what  the  com- 
modity rate  should  have  been  before  Ex  Parte  74,  the  Commis- 
sion figured,  and  ordered  reparation  to  that  basis.  The  ground 
rock  is  used  in  choking  or  localizing  explosions  in  coal  mines. 
The  Commission  said  Its  movement  would  probably  increase. 

RATES   ON    OILCLOTH 

The  Commission,  in  a  report  on  No.  12693,  Portland  Traffic 
&  Transportation  Association  et  a],  vs.  Spokane,  Portland  & 
Seattle  et  al.,  opinion  No.  7631,  68  I.  C.  C.,  589-90,  condemned 
as  unreasonable  the  fourth  class  rates  on  table  and  shelf  oil- 
cloth of  $3.755  and  $3.335,  respectively,  from  Peekskill,  N.  V  . 
and  Rock  Island,  III.,  to  Portland.  Ore.,  applied  on  shipments  in 
September,  1920,  and  January,  1921,  to  the  extent  they  exceeded 
and  subsequently  established  commodity  rates  of  $1.8351  and 
$1.50.  Reparation  is  to  be  made  to  that  basis.  The  carriers 
offered  no  defense. 


RATES  ON  BARRELS  AND  KEGS 

The  Commission  Has  dismissed  No.  12205.  Pioneer  Cooperage 
Co.  et  al.  vs.  Baltimore  &  Ohio  et  al.,  opinion  No.  7642,  68  I.  C. 
C.,  645-7,  holding  the  rates  on  new  empty  and  tight  wooden 
barrels  and  kegs.  In  carloads,  from  St.  Louis  to  Evansville,  Louis- 
ville and  Cincinnati,  were  and  are  not  unreasonable  or  unjustly 
discriminatory  or  unduly  prejudicial.  The  complainants  con- 
tended they  were  unduly  prejudicial  In  comparison  with  rates 
from  Memphis. 


COTTON  TRANSIT  CASE 

The  Commission  has  dismissed  No.  11817,  Armand  L.  Dejean 
vs.  Director-General,  as  agent,  opinion  No.  7633,  68  I.  C.  C.  611- 
14.  holding  the  charges  collected  on  cotton  shipped  from  various 
points  In  Louisiana  to  Opelousas,  for  concentration  and  com- 
pression, thence  resblpped  In  1918  aand  1919  via  Pacific  and  Oulf 
ports  to  foreign  destinations,  and  the  failure  of  the  defendant 
to  establish  transit  on  all  Interstate  traffic  was  not  unreasonable. 
The  report  also  embraces  sub-number  1,  Jesse  P.  Barnett  vs.  same. 

The  complaints  as  originally  filed,  alleged  the  rates  charged 
were  unreasonable  because  the  Inbound  and  outbound  factor  was 
each  Increased  15  cents  Instead  of  only  one  Increase  being  Im- 
posed on  the  through  shipment  Nearly  5,000  bales  of  cotton 
were  Involved.  At  the  hearing  the  complaints  were  amended 
eo  as  to  assail  the  Director-General's  failure  to  provide  transit 
at  Opelousas,  except  under  certain  conditions.  Reparation  was 
sought  to  the  basis  of  transit  arrangements  established  April 
1.  1919. 

Retroactive  application  of  transit,  the  Commission  said,  was 
what  the  complainants  were  seeking,  and  that  ordinarily  such 
application  was  not  made.  It  further  said  that  if  the  shipments 
had  been  made  into  Opelousas  as  export  shipments,  transit  would 
have  applied.  Transit  was  available  on  some  but  no  effort  was 
made  to  comply  with  the  transit  rules.  It  said.  The  Commis- 
sion said  there  was  nothing  In  the  record  to  show  that  if  transit 
had  been  available  on  all  the  shipments  the  rules  would  have 
been  complied  with.  Those  on  which  transit  was  available  were 
handled  without  regard  to  the  transit  rules,  although  the  trans- 
portation would  not  have  been  any  different  If  Dejean  had  signi- 
fied a  desire  for  transit 


WESTERN  LUMBER  RATES 

An  order  to  establish  reasonable  and  non-prejudicial  rates 
on  lumber  and  other  forest  products  not  later  than  August  24, 
has  been  Issued  In  No.  11701,  Willapa  Lumber  Co.  et  al.  v». 
Director-General,  as  agent,  Northern  Pacific  et  al.,  opinion  No! 
7647.  68  I.  C.  C.  659-64.  The  Commission,  In  a  report  written 
by  Commissioner  Campbell,  holds  the  rates  from  points  in  west- 
t-rn  Washington  on  the  Willapa  Harbor  branches  of  the  North- 
ern Pacific  and  the  C.  M.  &  St.  P.  unjust,  unreasonable  and 
unduly  prejudicial  to  the  extent  they  exceed  the  coast-group 
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basis,  which  basis  they  maintain  from  points  on  the  Southern 
Pacific  south  of  Portland,  and  points  on  the  Spokane,  Portland 
&  Seattle.  The  destinations  involved  were  those  in  inter- 
mountain  territory  in  Idaho,  Utah  and  Colorado.  The  counsel 
for  carriers  contended  it  was  the  well-established  and  approved 
practice  of  trunk  lines  serving  western  Washington  to  refrain 
from  putting  lumber  mills  on  competing  lines  on  a  rate  parity 
with  mills  on  their  own  rails,  to  destinations  served  by  them 
in  Inter-mountain  territory.  They  also  contended  the  Commis- 
sion had  sanctioned  that  practice  in  Eastern  Oregon  Lumber 
Producers'  Association  vs.  R.  R.  Co.,  39  I.  C.  C.,  and  Sand  Point 
Lumber  &  Pole  Co.  vs.  G.  N.,  43  I.  C.  C.  59.  They  said  that 
if  the  Commission  granted  relief  in  this  case,  it  would  be  sought 
in  others.  That  was  not  a  convincing  argument,  the  Commis- 
sion said,  and  issued  the  order  before  mentioned. 


RATES  ON  COAL 

A  finding  of  unreasonableness,  an  award  of  reparation  and 
an  order  to  establish  reasonable  ratep  for  the  future  have  been 
made  in  No.  11924,  Oliphant-Johnson  Coal  Co.  et  al.  vs.  Chicago  & 
Eastern  Illinois  et  al.,  69  I.  C.  C.  1-3,  as  to  rates  on  soft  coal, 
from  Seifert  and  Turner,  Ind.,  to  Sandusky,  O.  The  report  also 
covers  No.  11925,  Same  vs.  P.  C.  C.  &  St.  L.  et  al.  The  rate 
from  Turner  was  reduced  after  the  shipments  moved  and  is  now 
$2.66,  while  the  rate  imposed  in  June  and  July,  1920,  was  $2.75. 

The  Commission  held  the  rate  from  Turner  unreasonable  to 
the  extent  it  exceeded^$1.90.  As  to  the  rate  from  Seifert,  the 
Commission  held  it  unreasonable  to  the  extent  it  exceeded  the 
rate  of  $1.90  from  the  Linton-Sullivan  district.  Its  order  re- 
quires the  Linton-Sullivan  rate  to  be  established  not  later  than 
August  26.  • 

Ordinarily,  the  report  said,  Sandusky  obtained  its  coal  from 
the  Pittsburgh  district,  about  the  same  distance  away  as  the 
Linton-Sullivan  district.  The  carriers  contended  the  movements 
from  Indiana  eastward  to  Sandusky  were  sporadic  and  the  $4.20 
rate  from  Seifert  not  unreasonable  under  such  conditions.  The 
Commission  disagreed  and  awarded  reparation  to  the  basis  of 
the  $1.90  rate  and  ordered  the  establishment  of  that  rate,  plus 
the  Ex  Parte  74  increase,  by  the  day  mentioned. 


PULP  AND  PAPER  MACHINERY 

The  Commission  has  dismissed  No.  12389,  Crown  Willamette 
Paper  Co.  vs.  Director-General,  New  York  Central,  et  al.,  opinion 
No.  7638,  68  I.  C.  C.,  631-4,  holding  the  applicable  rates  on  pulp 
and  paper-making  machinery  from  defined  territories  east  of  the 
Missouri  River  to  Camas,  Wash.,  and  West  Linn,  Ore.,  shipped 
since  February,  1919,  were  not  and  are  not  unlawful.  The  Com- 
mission found,  however,  overcharges  on  at  least  12  of  the  64 
carloads  of  machinery  involved  and  said  that  a  check  of  others 
should  be  made  to  determine  whether  others  were  not  also  over- 
charged. 

Class  A  rates  were  imposed  on  the  shipments  in  question 
while  lower  commodity  rates  were  assessed  upon  machinery, 
turbines,  etc.,  to  be  used  in  mining,  smelting  and  sugar-making. 
The  carriers  admitted  it  was  wrong  to  assess  the  higher  class 
rate  on  machinery  that  could  not  be  distinguished  from  the  kind 
used  in  mining,  smelting  and  sugar  making.  The  Commission  so 
held  and  if  the  check  shows  more  than  the  12  carloads  herein- 
before mentioned  refund  will  be  expected. 

The  lower  commodity  rates  for  mining,  smelting  and  sugar- 
making  machinery  were  established  with  a  view  to  encouraging 
such  Industries.  The  complainant  contended  that  while  it  might 
have  been  proper  to  encourage  such  industries  it  was  wrong  to 
make  rates  based  upon  the  product  to  be  produced  by  the  ma- 
chinery. It  said  Its  complaint  would  be  satisfied  in  part  if  the 
commodity  rates  were  applied  on  machinery  used  in  paper  and 
pulp  making  that  was  like  the  machinery  used  in  mining,  smelt- 
ing and  sugar-making.  It  contended,  however,  that,  inasmuch  as 
the  rates  on  machinery  were  increased  on  account  of  the  elimi- 
nation of  water  competition,  it  was  unjust,  unreasonable  and 
unjustly  discriminatory  to  accord  different  treatment  to  the 
two  classes  of  machinery.  The  present  water-compelled  rate 
makes  no  distinction  between  different  classes  of  machinery. 


RATES   ON   COTTON 

In  a  report  on  No.  12393,  Lee  Pendergrass  Cotton'  Co.  et  al. 
vs.  Director-General,  as  agent,  Missouri  Pacific,  et  al.,  opinion 
No.  7640,  68  I.  C.  C.,  637-42,  the  Commission  had  occasion  to  rule 
as  to  the  meaning  of  the  words  "over  this  line,"  carried  in  cot- 
ton transit  tariffs,  during  federal  control.  It  held  that  the 
words,  as  used  in  a  Missouri  Pacific  tariff,  meant  the  rails  of  the 
Missouri  Pacific,  even  if  the  Missouri  Pacific  was  under  govern- 
ment control  and  all  roads  were  supposed  to  be  parts  of  a  unified 
system.  The  complainants  contended  that  during  federal  con- 
trol the  line  of  the  Yazoo  &  Mississippi  Valley  was  the  same  as 
the  line  of  the  Missouri  Pacific  for  the  purpose  of  the  application 
of  the  Missouri  Pacific  tariff  under  consideration. 

"With  this  contention  we  do  not  agree,"  said  the  Commis- 


sion.    "The   lines   were   still   distinguished   by   their   corporate 
names." 

The  question  as  to  the  meaning  of  the  words  arose  in  con- 
nection with  a  complaint  alleging  the  rates  on  cotton  from  points 
in  Arkansas  to  eastern  mill  points,  concentrated  and  compressed 
at,  and  reshipped  from  Helena,  Ark.,  between  September,  1917, 
and  May,  1918,  and  again  between  September,  1919,  and  Febru- 
ary, 1920,  were  unjust  and  unreasonable  because  the  transit  pro- 
vided under  certain  tariffs  was  not  respected  unless  the  com- 
pressed cotton  was  shipped  out  over  the  rails  of  the  carriers 
parties  to  the  tariffs.  The  Commission  found  some  shipments 
were  overcharged  and  directed  refund.  On  the  main  point,  how- 
ever, it  dismissed  the  complaint.  In  disposing  of  a  further  con- 
tention of  the  complainants,  the  Commission  said: 

If  the  transit  ratt-s  were  not  applicable  over  the  route  of  move- 
ment, then  it  is  complainant's  contention  that,  during  the  period  of 
federal  control,  the  rates  charged  were  unreasonable  to  the  extent 
that  they  exceeded  the  transit  rates.  In  support  thereof  they  cite 
General  Order  No.  1  of  the  director  general,  which  authorized  the 
carriers,  in  certain  instances,  to  disregard  routes  designated  by  the 
shippers  and  to  establish  certain  through  routes  which  had  not  there- 
tofore existed  where  speed  and  efficiency  of  transportation  would,  be 
thus  promoted.  Our  order  of  April  26,  1918,  in  the  matter  of  rout- 
ing shipments  under  General  Order  No.  1  authorized  the  adjust- 
ment of  charges  to  the  basis  of  those  applicable  over  the  routes  desig- 
nated by  the  shipper,  or  of  those  applicable  over  the  route  by  which 
the  shipments  would  ordinarily  have  been  sent.  These  orders  have 
no  application  to  shipments  delivered  by  shippers  to  a  line  not  in- 
cluded in  the  routes  provided  for  in  the  tariffs.  Complainants  urge 
that  if  the  carriers  were  permitted  to  disregard  existing  rate  schedules 
and  establish  through  routes  to  promote  speed  and  efficiency  of 
transportation,  it  would  have  been  just  and  reasonable  to  allow  the 
shipper,  when  a  route  over  which  a  transit  arrangement  applied  was 
embargoed,  to  forward  the  shipment  over  another  route  not  em- 
bargoed, and  to  allow  the  adjustment  of  the  charges  on  the  basis  of 
the  transit  rate.  The  carriers'  agents  were  not  authorized  to  divert 
shipments  over  routes  not  provided  for  in  the  tariffs,  when  the  route 
ordinarily  used  was  embargoed.  Aside  from  the  contention  that  the 
manner  in  which  these  shipments  were  handled  by  complainants 
should  have  been  disregarded,  there  is  no  evidence  to  show  that  tin- 
through  rates  were  unreasonable  over  the  routes  of  movement. 

We  find  that  the  applicable  rates  were  not  unjust  or  unreasonable-. 


RATES  ON   POULTRY  COOPS 

Directing  the  refund  of  overcharges,  the  Commission  has 
dismissed  No.  12514,  Frank  G.  Day,  doing  business  as  Frank  G. 
Day  &  Co.,  vs.  Director-General,  as  agent,  Mobile  &  Ohio  et  al., 
opinion  No.  7646,  68  I.  C.  C.  656-8,  holding  that  the  applicable 
rate  on  knocked  down  poultry  coops,  in  carloads,  from  Dyer, 
Tenn.,  to  Cincinnati,  between  February  and  July,  1920,  was  not 
unreasonable.  A  combination  of  51.5  was  assessed  on  some 
shipments  and  54  on  others.  The  complainant  contended  for 
the  lower  lumber  rating  on  the  ground  that  the  material  used 
was  crate  material  and  came  within  the  description  "box  or 
crate  material,  wood,  wired,  loose  or  in  bundles."  Some  of  the 
general  freight  agents  of  the  carriers  agreed  with  the  com- 
plainant and  others  contended  the  thing  was  a  chicken-coop. 
The  inspection  bureau  man  said  the  lumber  rate  should  apply. 
The  Commission  said  the  higher  coop  rate  should  be  collected. 
It  said  crate  material  had  been  used  and  that  by  twisting  to- 
gether a  few  wires  and  using  a  few  nails,  the  thing  produced 
would  be  a  "complete  set-up  crate."  Yet  it  said  the  thing 
shipped  was  not  crate  material  as  described  in  the  commodity 
tariff,  but  was  clearly  a  knocked-down  poultry  crate  or  coop. 


RATES   ON    POTATOES 

The  Commission  has  dismissed  No.  11868,  Northern  Potato 
Traffic  Association  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  opin- 
ion No.  7656,  69  I.  C.  C.  26-8,  holding  rates  on  potatoes,  from 
stations  in  Minnesota,  North  Dakota  and  Wisconsin  to  destina- 
tions, interstate,  in  western  territory  from  June  25,  1918,  to  the 
end  of  federal  control  resulted  in  overcharges  in  instances 
where  the  minimum  weight  was  the  same  under  both  the  class 
and  commodity  tariffs.  The  case  grew  out  of  the  fact  that  in 
the  northwest  the  carriers  carried  commodity  rates  on  potatoes 
higher  than  the  class  C  rate  and  that  when  General  Order  No. 
28  was  issued  it  directed  that,  except  on  sugar,  the  class  rate 
should  be  held  as  the  maximum. 


CEMENT,  TEXAS  TO  ARIZONA 

The  Commission  has  held  unreasonable,  in  a  report  on  No. 
11963,  Southwestern  Portland  Cement  Co.  vs.  Director-General. 
Arizona  Eastern  et  al.,  opinion  No.  7658,  69  I.  C.  C.  31-3,  rates 
on  cement,  from  El  Paso,  Tex.,  to  Avondale  and  Cashion,  Ariz. 
The  shipments  moved  between  February  18  and  August  9,  1919, 
to  Avondale  and  in  March,  1920,  to  Cashion.  The  Commission 
said  the  rates  were  unreasonable  to  the  extent  they  exceeded  3G 
cents  to  Cashion  and  37  to  Avondale.  and  awarded  reparation  to 
the  basis  of  those  rates. 


VALUATION   REPORTS 

The  following  additional  tentative  valuations  have  been 
issued  by  the  Commission:  Bonlee  &  Western  Railway  Co.,  as  of 
June  30,  1916,  $73,0004;  Washington  Western  Railway  Co.,  as  of 
June  30,  1916,  $73,004;  Washington  Western  Railway  Co.  as  of 
road  Co.,  as  of  June  30,  1916,  $71,121  (total  owned),  and  $79.- 
671  (total  used). 
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Tentative  Reports  of  the  Commission 


VARYING  RATES  ON  VARYING  MINIMA 

A  more  extensive  application  of  the  principle  of  varying 
rates  on  varying  minima  baa  been  recommended  by  Examiner 
John  T.  Money,  In  a  report  on  supplemental  hearing  on  No. 
5626.  Grand  Rapids  Plaster  Co.  vs.  Lake  Shore  ft  Michigan 
Southern  et  al..  34  I.  C.  C.  202.  The  case  was  opened  for  sup- 
plemental hearing  in  connection  with  the  fourth  section  appli- 
cation. No.  12025.  of  the  carriers  parties  to  Boyd's  I.  C.  C.  No. 
A-1204.  They  asked,  and  Money  has  recommended,  they  be 
allowed  to  establish  a  rate  of  15  cents,  from  Centerville.  la., 
to  Chicago  and  points  taking  Chicago  rates,  and  to  Milwaukee. 
on  •  60,000-pound  minimum,  while  continuing  higher  rates  on 
a  40,000-pound  minimum  at  Intermediate  points. 

This   fourth  section   permission   wax   desir.-.!   to   enable   the 

'ern  Trunk  lines  to  give  Centerville  the  same  kind  of  a 
rate  structure  as  had  been  given  to  Fort  Dodge.  Gypsum  and 
Mineral  City.  la.,  collectively  known  as  Fort  Dodge.  In  that 
adjustment  Milwaukee  took  the  Chicago  rat*  of  15  cents  on  a 
60,000-pound  minimum,  while,  generally  speaking.  Intermediate 
points  took  a  rate  of  16  cents  on  a  40. non-pound  minimum. 

Relief  was  also  recommended  for  the  Illinois  Central  from 
Fort  Dodge,  over  Its  longer  line.  The  Illinois  Central  now 
maintains  a  16-cent  rate  on  the  40.000-poond  minimum,  from 
Fort  Dodge  to  Peoria  and  Pekin.  with  a  rate  of  19.5  cents  to  all 
intermediate  stations.  Panola.  111.,  to  Clinton  and  Lincoln  to, 
and  including  Hawley.  111.  No  relief  was  asked  as  to  Pekln. 
The  relief  sought  and  recommended  by  Money  la  on  the  ground 
of  carrier  competition.  At  rate*  to  all  points  on  the  Illinois 

ral.  less  distant  from  Fort  Dodge  than  Is  Peoria.  that  do 
not  exceed  the  Peoria  rate.  Money  said  the  relief  should  be 
granted. 


CHICAGO  LIVE  STOCK  CHARGE 

Dismissal  of  No.  12699.  American  Farm  Bureau  Federation 
et  al.  vs.  Aberdeen  ft  Rockflsh  et  al..  has  been  recommended 
by  Examiner  H.  C.  Wilson  on  a  holding  that  a  terminal  charge 
of  $3  per  car,  at  Chicago,  maintained  since  August  26.  1920. 
by  carriers  from  the  Western,  Southern  and  Mountain-Pacific 
group*,  on  live  stock,  for  the  service  performed,  by  their  road 
engines  and  crews  over  the  Chicago  Junction  tracks,  to  the 
T'n|on  Stock  Yards,  was  and  Is  not  unreasonable,  unjustly  dis- 
criminatory, or  unduly  prejudicial.  The  complainants,  live 
stock  shippers  Into  Chicago,  supported  by  Armour  ft  Company 
as  Intervene!-,  contended  the  charge  should  not  be  more  than 
$2.50  per  car.  They  pointed  to  the  Commission1*  report  In  Ex 
Parte  74,  and  the  supplemental  report  thereon  In  58  I.  C.  C.  302. 
to  show  there  was  no  authority  for  Increasing  the  charge  more 
than  40  per  cent  and  that  really  the  authority  wax  given  to 
Increase  It  only  35  per  cent,  which,  under  the  rule  for  dis- 
posing of  fractions,  would  have  raised  the  $2  per  car  charge 
from  $2  to  $2.50. 

The  contentions  mentioned,  even  If  sustained.  Wilson  said 
the  Commission  should  bold,  were  not  controlling.  The  $3 
charge,  he  said,  would  not  necessarily  be  unreasonable,  un- 
justly discriminatory  or  unduly  prejudicial,  "merely  because  It 
represents  a  greater  Increase  over  the  former  charge  than  wi 
authorized  In  the  proceeding  referred  to.  The  fact  that  the 
eastern  carriers  maintain  a  charge  of  only  $1.50  per  car  did 
not  Impress  Wilson.  He  said  the  record  did  not  disclose  the 
extent  or  character  of  the  service  performed  by  the  eastern 
lines.  The  propriety  of  the  terminal  charge  of  $2  per  car.  In 
addition  to  the  line-haul  rates,  he  said,  had  been  sustained  by 
the  Supreme  Court  of  the  United  States  In  I.  C.  C.  vs.  C.  B.  ft 
Q..  18fi  I'.  S.  320,  and  I.  C.  C.  vs.  Stlckney,  215  U.  8.  98.  In 
the  first  mentioned  case,  Wilson  said.  It  was  found  the  cost 
of  iiervlre  exceeded  the  amount  of  the  additional  charge  and 
that  the  defendants  In  this  proceeding  asserted  that  to  be  the 
situation  at  the  present  time.  \Vllson  did  not  say  they  had 
proved  their  contention.  His  observations  were  that  when  those 
rases  were  decided  the  trackage  charge  paid  by  the  lines  using 
the  stock  yard  railroad  tracks  ranged  from  50  cents  to  $1.50 
per  car;  that  since  then  the  trackage  charge  had  been  sub- 
stantially Increased,  some  of  the  defendants  paying  as  much 
as  $2  per  car:  and  that  the  loading  and  unloading  charge  ab- 
sorbed by  them  had  been  Increased  from  25  cents  to  $1  per  car. 


RATES  ON  MOTOR  TRUCKS 

A  holding  of  undue  prejudice  ami  :m  order  of  removal, 
under  which  the  offending  carriers  would  have  an  option  as  to 
how  the  undue  prejudice  was  to  be  removed,  have  been  recom- 
mend'-d  hi  Kxaminer  Fred  N.  Oliver,  In  a  report  on  No.  13026. 
U'irhJta  Motor*  Company  vs.  Alabama  ft  Vlckiburg  et  al.,  as  to 


rates  on  motor  trucks,  from  Wichita  Falls  and  Oklahoma  City  to 
Galveston  and  New  Orleans,  for  export.  He  said  the  Commis- 
sion should  not  hold  the  rates  unreasonable,  because  they  com- 
pared favorably  with  rates  via  New  York.  But  he  said  the 
higher  export  rates  from  Oklahoma  City  and  Wichita  Falls 
should  be  held  unduly  prejudicial  to  the  extent  they  exceed 
those  from  Chicago  and  St.  Louis,  in  so  far  as  the  defendant 
lines  participate  in  the  lower  rates  from  those  points  to  the 
Gulf  ports  for  export. 

The  moving  cause  for  the  complaint,  the  examiner  said. 
was  the  fact  that  rates  from  the  motor  truck  producing  points 
such  as  St.  Louis,  Chicago,  Detroit,  Cleveland  and  Toledo  via 
Nt-w  York  are  lower  than  from  Wichita  Falls  and  Oklahoma 
City.  That  was  a  situation,  he  said,  which  could  not  be  reme- 
died because  the  eastern  lines  serving  the  Ohio  and  Michigan 
points  controlled  the  rates.  But  he  said  the  complainant  did 
have  cause  to  complain  at  the  length  to  which  the  lines  serving 
Chicago.  St.  Louis,  Wichita  Falls  and  Oklahoma  City  had  gone 
in  meeting  the  competition  of  the  lines  serving  the  northern 
points  of  production.  The  carriers  said  no  effort  had  been 
made  to  equalize  production  points.  They  contended  the  dis- 
advantage of  which  the  complainant  made  a  case  was  one  due 
to  location,  which  they  should  not  be  required  to  overcome. 

Conceding  that  the  defendants  were  under  no  obligation 
to  establish  less  than  reasonable  rates  to  overcome  any  dis- 
advantage the  complainant  might  suffer  by  Its  greater  distance 
from  the  sources  of  supplies,  there  were  no  facts  of  record 
which  justify  the  collection  of  higher  rates  from  the  complain- 
ant than  from  competing  producers  at  more  distant  points,  the 
examiner  said. 

The  complainant  contended  that  on  account  of  the  rate 
adjustment  It  had  to  pay  larger  commissions  to  Its  agents,  or 
larger  discounts  from  the  list  prices  to  equalize  the  competi- 
tion, as  tending  to  show  Its  damage.  The  examiner  said  th<- 
extra  discounts  given  to  equalize  prices  equaled  or  exceeded, 
In  many  cases,  the  entire  freight  charts.  Obviously,  therefore. 
he  laid,  something  other  than  higher  freight  rates  entered  into 
the  difference  In  price.  He  said  the  complainant  had  not  shown 
Itself  to  have  been  damaged,  and,  therefore,  the  Commission 
should  deny  reparation. 

COURT    JURISDICTION    OVER    TARIFFS 

Tke  Traffic   World   Washington  Bureau 

Holding  that  It  is  not  true  that  uniformity  In  the  construc- 
tion of  a  tariff  can  be  attained  only  through  a  preliminary  resort 
to  the  Interstate  Commerce  Commission  to  settle  the  construc- 
tion In  dispute,  and  that,  under  certain  conditions,  resort  to  set- 
tle disputes  may  be  had  at  the  hands  of  the  courts,  the  Supreme 
Court  of  the  I'niled  States,  this  week,  affirmed  the  Supnmc 
;rt  of  Minnesota  In  No.  202,  Great  Northern  Railway  Co. 
et  al.  vs.  Merchants  Elevator  Co. 

The  action  was  brought  by  the  elevator  company  against  the 
carrier  and  the  Director-General  to  recover  $80  alleged  to  have 
been  exacted  In  violation  of  the  carrier's  tariff. 

Mr.  Justice  Brandels,  who  delivered  the  opinion  of  the  court, 
•  he  $80  had  been  demanded  by  the  carrier  under  Rule  10  of 
iriff.  as  a  reconslgnment  charge,  at  the  rate  of  $5  a  car,  for 
sixteen  cars  of  com,  shipped  from  points  in  Iowa  and  Nebraska 
to  Wlllmar,  Minn.,  and  after  Inspection  there  rebllled  to  Anoka, 
a  station  beyond.  Continuing,  the  justice  said: 

The  tariff  rate  from  the  points  of  origin  via  Wlllmar  to  Anoka 
was  the  same  «•  to  Wlllmar.  Wlllmar  had  been  named  as  deatlna- 
tlon  In  the  original  hill  of  lading,  only  because  It  li  the  place  at 
which  grain  coming  Into  the  state  by  this  route  In  inspected  and 
graded  under  tho  lawn  of  Minnesota  and  of  the  United  Slates;  and 
the  carrier  knew  or  should  have  known,  that  fact.  Immediately  after 
Inspection  disposition  order*  worn  given  and  the  original 
U.lirig-  were  surrendered  In  exchange  for  billing  to  Anoka.  ROM 

"Diversion  or  recon»lgnment  to  point*  outside  switching  limit* 
before  placement:  If  a  car  U  divert. -d.  reconslgned  or  reforwarded 
on  order*  placed  with  tho  local  freight  agent  or  other  designated 
officer  after  arrival  of  car  at  original  destination,  but  before  place- 
ment for  unloading-.  ...»  charge  of  16.00  per  car  will  he  made 
If  car  In  diverted,  reconsigned  or  reforwarded  to  a  point  outside  of 
switching-  limit*  of  original  destination." 

The  shipper  contended  thnt  the  rn«e  wa*  within  the  exception 
known  a*  Exception  (a),  a*  amended  hy  Supplement  one,  which 
provided  that  rules  (Including-  Knle  10)  »hall  not  apply  to: 

"(a)  Grain,  see.l  iti.-l.l).  seed  (grass),  hay  or  straw,  carloads. 
held  In  can  on  track  for  Inspection  and  disposition  orders  Incident 
thereto  at  billed  destination  or  at  point  Intermediate  thei. 

Whether  the  charge  was  payal.le  depended  solely  upon  a  question 
of  construction:  that  Is,  whether  the  body  of  the  rule  or  the  excep- 
tion to  It  applied.  On  this  question  there  wa*  room  for  reasonable 
difference  of  opinion.  The  carrier,  relying  particularly  upon  Texas 
&  PH.  ill.-  IIv.  Co.  v«.  Ameriean  Tie  *  Timber  Co..  231  V.  S.  1.18.  and 
lx>omls  vs.  I,ehlEh  Valley  I:  I:  Co.,  210  ft.  S.  43.  Halmcd  seasonably 
that  until  the  true  construction  of  th«  tariff  had  been  determined  by 
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the  Interstate  Commerce  Commission,  the  trial  court  was  without 
jurisdiction  That  court  overruled  the  objection;  construed  the  ex- 
ception to  mean  that  cars  of  grain  are  exempted  from  Rule  10  if 
held  on  track  at  billed  destination  for  inspection  and  for  "disposi- 
orders"  incident  to  such  inspection;  held  that  the  disposition 
order  may  be  an  order  to  make  disposition  by  way  of  reconsignment 
to  another  destination  and  that  forwarding  to  Anoka  was  such  dis- 
nosit  on-  and  entered  judgment  for  the  shipper.  That  judgment  was 
fflrrned  by  the  Supreme^  Court  of  the  state  on  the  authority  of 
HeliSnce  Elevator  Co.  vs.  Chicago,  Milwaukee  &  St.  Paul  Ry  Co 
139  Minn.  69.  The  case  is  here  on  writ  of  certiorari  255  U.  S. 
567.  The  tariff  containing  the  rule  under  which  the  $o.OO  charge 
was  made  was  the  only  governing  tariff.  It  had  been  duly  filed 
with  the  Interstate  Commerce  Commission.  The  validity  of  the 
tariff  including  the  rule  and  exception,  was  admitted.  And  there 
was  no 'dispute  concerning  the  facts.  The  question  argued  before 
us  is  not  whether  the  state  courts  erred  in  construing  or  applying 
the  tariff  but  whether  any  court  had  jurisdiction  of  the  contro- 
versy in  view  of  the  fact  that  the  Interstate  Commerce  Commis- 
sion had  not  passed  upon  the  disputed  question  of  construction. 

The  contention  that  courts  are  without  jurisdiction  of  cases  in- 
volving a  disputed  question  of  construction  of  an  interstate  tariff, 
unless  there  has  been  a  preliminary  resort  to  the  Commission  for  its 
decision  rests,  in  the  main,  upon  the  following  argument.  The 
purpose  of  the  act  to  regulate  commerce  is  to  secure  and  pre- 
serve uniformity.  Hence,  the  carrier  is  required  to  file  tariffs  es- 
tablishing uniform  rates  and  charges,  and  is  prohibited  from  ex- 
acting or  accepting  any  payment  not  set  forth  in  the  tariff.  Uni- 
formity is  impossible,  if  the  several  courts,  state  or  federal,  are 
nermitted  in  case  of  disputed  construction,  to  determine  what  the 
rate  or  charge  is  which  the  tariff  prescribes.  To  ensure  uniformity 
the  true  construction  must,  in  case  of  dispute,  be  determined  by 
the  Commission. 

This  argument  is  unsound.  It  is  true  that  uniformity  is  the  para- 
mount purpose  of  the  commerce  act.  But  it  is  not  true  that  uniformity 
in  construction  of  a  tariff  can  be  attained  only  through  a  preliminary 
resort  to  the  Commission  to  settle  the  construction  in  dispute.  Every 
question  of  the  construction  of  a  tariff  is  deemed  a  question  of  law; 
and  where  the  question  concerns  an  interstate  tariff  it  is  one  of  fed- 
eral law  If  the  parties  properly  preserve  their  rights,  a  construction 
given  by  any  court,  whether  it  be  federal  or  state,  may  ultimately  be 
reviewed  by  this  court  either  on  writ  of  error  or  on  writ  of  certiorari; 
and  thereby  uniformity  in  construction  may  be  secured.  Hence  the  at- 
tainment of  uniformity  do£s  not  require  that  in  every  case  where  the 
construction  of  a  tariff  is  in  dispute,  there  shall  be  a  preliminary 
resort  to  the  Commission. 

Whenever  a  rate,  rule  or  practice  is  attacked  as  unreasonable  or 
as  unjustly  discriminatory,  there  must  be  preliminary  resort  to  the 
Commission.  Sometimes  this  is  required  because  the  function  being 
exercised  is  in  its  nature  administrative  in  contradistinction  to 
judicial.  But  ordinarily  the  determining  factor  is  not  the  character 
of  the  function,  but  the  character  of  the  controverted  question  and 
the  nature  of  the  inquiry  necessary  for  its  solution.  To  determine 
what  rate,  rule  or  practice  shall  be  deemed  reasonable  for  the  future 
is  a  legislative  or  administrative  function.  To  determine  whether  a 
shipper  has  in  the  past  been  wronged  by  the  exaction  of  an  unreason- 
able or  discriminatory  rate  is  a  judicial  function.  Preliminary  resort 
to  the  Commission  is  required  alike  in  the  two  classes  of  cases.  It  is 
required  because  the  inquiry  is  essentially  one  of  fact  and  of  discre- 
tion in  technical  matters;  and  uniformity  can  be  secured  only  if  its 
determination  is  left  to  the  Commission.  Moreover,  that  determination 
is  reached  ordinarily  upon  voluminous  and  conflicting  evidence,  for  the 
adequate  appreciation  of  which  acquaintance  with  many  intricate  facts 
of  transportation  is  indispensable;  and  such  acquaintance  is  commonly 
to  be  found  only  in  a  body  of  experts.  But  what  construction  shall  be 
given  to  a  railroad  tariff  presents  ordinarily  a  question  of  law  which 
does  not  differ  in  character  from  those  presented  when  the  construc- 
tion of  any  other  document  is  in  dispute. 

When  the  words  of  a  written  instrument  are  used  in  their  ordinary 
meaning  their  construction  presents  a  question  solely  of  law.  But 
words  are  used  sometimes  in  a  peculiar  meaning.  Then  extrinsic 
evidence  may  be  necessary  to  determine  the  meaning  of  words  appear- 
ing in  the  document.  This  is  true  where  technical  words  or  phrases 
not  commonly  understood  are  employed.  Or  extrinsic  evidence  may 
be  necessary  to  establish  a  usage  of  trade  or  locality  which  attaches 
provisions  not  expressed  in  the  language  of  the  instrument.  Where 
such  a  situation  arises,  and  the  peculiar  meaning  of  words,  or  the 
existence  of  a  usage,  is  proved  by  evidence,  the  function  of  construc- 
tion is  necessarily  preceded  by  the  determination  of  the  matter  of  fact. 
Where  the  controversy  over  the  writing  arises  in  a  case  which  is  being 
tried  before  a  jury,  the  decision  of  the  question  of  fact  is  left  to  the 
jury,  with  instructions  from  the  court  as  to  how  the  document  shall 
be  construed,  if  the  jury  finds  that  the  alleged  peculiar  meaning  or 
usage  is  established.'  But  where  the  document  is  to  be  construed  is 
a  tariff  of  an  interstate  carrier,  and  before  it  can  be  construed  it  is 
necessary  to  determine  upon  evidence  the  peculiar  meaning  of  words 
or  the  existence  of  incidents  alleged  to  be  attached  by  usage  to  the 
transaction,  the  preliminary  determination  must  be  made  by  the 
Commission;  and  not  until  this  determination  has  been  made,  can  a 
court  take  jurisdiction  of  the  controversy.  If  this  were  not  so,  that 
uniformity  which  it  is  the  purpose  of  the  commerce  act  to  secure 
could  not  be  attained.  For  the  effect  to  be  given  the  tariff  might 
depend,  not  upon  construction  of  the  language — a  question  of  law — 
but  upon  whether  or  not  a  particular  judge  or  jury  had  found,  as  a 
fact,  that  the  words  of  the  document  were  used  in  the  peculiar  sense 
attributed  to  them  or  that  a  particular  usage  existed. 

It  may  happen  that  there  is  a  dispute  concerning  the  meaning  of  a 
tariff  which  does  not  involve,  properly  speaking,  and  question  of  con- 
struction. The  dispute  may  be  merely  whether  words  in  the  tariff 
were  used  in  their  ordinary  meaning,  or  in  a  peculiar  meaning.  This 
was  the  situation  in  the  American  Tie  and  Timber  Co.  ease,  supra. 
The  legal  Issue  was  whether  the  carrier  did  or  did  not  have  in  effect  a 
rate  covering  oak  ties.  The  only  matter  really  in  issue  was  whether 
the  word  "lumber"  which  was  in  the  tariff,  had  been  used  in  a  peculiar 
sense.  The  trial  judge  charged  the  jury:  "If  you  believe  from  the 
evidence  that  oak  railway  cross  ties  are  lumber  within  the  meaning 
and  usage  of  the  lumber  and  railroad  business,  then  you  are  charged 
the  defendant  had  in  effect  a  rate  applying  on  the  ties  offered  for 
shipment."  This  question  was  obviously  not  one  of  construction;  and 
there  is  not  to  be  found  in  the  opinion  in  this  court,  or  in  the  pro- 
ceedings in  either  of  the  lower  courts,  a  suggestion  that  the  case 
involved  any  disputed  question  of  construction.  The  only  real  question 
in  the  case  was  one  of  fact;  and  upon  this  question  of  fact  "the  views 
of  men  engaged  in  the  lumber  and  railroad  business  as  developed  in 


the  testimony"  were  in  "irreconcilable  conflict,"  p.  146.  As  that  ques: 
tion,  unlike  one  of  construction,  could  not  be  settled  ultimately  by  this 
court,  preliminary  resort  to  the  Commission  was  necessary  to  ensure 
uniformity.  The  situation  in  Loomis  vs.  Lehigh  Valley  R.  R.  supra, 
was  similar.  There  the  question  to  be  decided  did  not  require  the  con- 
sideration of  voluminous  conflicting  evidence;  but  it  involved  the  exer- 
cise of  administrative  judgment.  The  carrier  had  been  requested  by  a 
shipper  of  grain,  fruits  and  vegetables  to  supply  cars  for  loading.  In 
order  to  load  ordinary  box  cars  to  the  minimum  capacity  on  which 
the  freight  rates  are  bused  and  to  the  maximum  to  which  the  shipper 
is  entitled,  it  is  necessary  that  they  should  be  equipped  with  grain 
doors  or  transverse  bulkheads,  so  that  they  may  safely  contain  the 
load  and  enable  unloading  to  be  done  without  waste  and  inconvenience. 
Those  sent  lacked  the  inside  doors  and  bulkheads.  The  carrier  having 
refused  to  furnish  theso,  the  shipper  was  obliged  to  do  so  and  sought 
reimbursement.  The  tariff  was  silent  on  the  subject.  The  contro- 
verted question  was  not  how  the  tariff  should  be  construed,  but  what 
character  of  equipment  should  be  deemed  reasonable.  To  determine 
this  inquiry  the  court  held  that  preliminary  resort  to  the  Commission 
must  be  had.  because  "an  adequate  consideration  of  the 
controversy  would  require  acquaintance  with  many  intricate  facts  of 
transportation  and  a  consequent  appreciation  of  the  practical  effect 
of  any  attempt  to  define  services  covered  by  a  carrier's  published 
tariffs,  or  character  of  equipment  which  it  must  provide,  or  allowances 
which  it  may  make  to  shippers  for  instrumentatlities  supplied  and 
services  rendered." 

In  the  case  at  bar  the  situation  is  entirely  different  from  that 
presented  in  the  American  Tie  and  Timber  Co.  case,  or  in  the  Loomis 
case.  Here  no  fact,  evidential  or  ultimate,  is  in  controversy;  and  there 
is  no  occasion  for  the  exercise  of  administrative  discretion.  The  task 
to  be  performed  is  to  determine  the  meaning  of  the  words  of  the 
tariff  which  were  used  in  their  ordinary  sense  and  to  apply  that  mean- 
ing to  the  undisputed  facts.  That  operation  was  solely  one  of  con- 
struction; and  preliminary  resort  to  the  Commission  was,  therefore, 
unnecessary.  The  petition  for  certiorari  was  asked  for  on  the  ground 
that  the  decision  of  the  Supreme  Court  of  Minnesota  in  this  case  was 
in  conflict  with  the  above  decisions  of  this  court  and  also  that  the 
decisions  in  several  state  courts  and  in  the  lower  federal  courts  were 
in  serious  conflict  on  the  question  involved.  In  the  brief  and  argu- 
ment on  the  merits,  it  was  also  asserted  that  some  recent  decisions 
of  this  court  are  in  conflict  with  the  rule  declared  and  applied  in  the 
American  Tie  and  Timber  Co.  case,  supra,  and  the  Loomis  case,  supra. 
If  in  examining  the  cases  referred  tot  there  is  borne  in  mind  the  dis- 
tinction above  discussed  between  controversies  which  involve  only 
questions  of  law  and  those  which  involve  issues  essentially  of  fact  or 
call  for  the  exercise  of  administrative  discretion,  it  will  be  found 
that  the  conflict  described  does  not  exist  and  that  the  decisions 
referred  to  are  in  harmony  also  with  reason. 


tin  the  following  cases  in  which  the  jurisdiction  of  the  court  was 
sustained  without  preliminary  resort  to  the  Commission,  the  question 
involved  was  solely  one  of  the  construction  of  a  tariff,  or  otherwise  a 
question  of  law,  and  not  one  of  administrative  discretion.  (1)  Louis- 
ville &  Nashville  R.  R.  Co.  vs.  Cook  Brewing  Co.,  223  U.  S.  70,  84; 
Pennsylvania  R.  R.  Co.  vs.  International  Coal  Co.,  230  U.  S.  184,  196; 
Pennsylvania  R.  R.  Co.  vs.  Puritan  Coal  Co.,  237  U.  S.  121,  134;  Eastern 
Ry.  Co  vs.  Littlefleld,  237  U.  S'.  140;  Illinois  Central  R.  R.  Co.  vs.  Mul- 
berry Coal  Co.,  238  U.  S.  275;  Pennsylvania  R.  R.  Co.  vs.  Sonman  Coal 
Co.,  242  U.  S.  120;  Pennsylvania  R.  R.  Co.  vs.  Kittanning  Iron  and 
Steel  Mfg.  Co.,  253  U.  S.  319.  See  also  Swift  &  Co.  vs.  Hocking  Valley 
Ry.  Co.,  243  U.  S.  281;  St.  Louis,  Iron  Mountain  &  Southern  Ry.  Co.  vs. 
Hasty,  255  U.  S.  252,  256.  (2)  Hite  vs.  Central  R.  R.  of  N.  J.,  171 
Fed.  370,  372;  Gimble  Bros.,  Inc.,  vs.  Barrett,  215  Fed.  1004;  218  Fed. 
880;  226  Fed.  623;  National  Elevator  Co.  vs.  Chicago,  M.  &  St.  P.  Ry. 
Co.,  246  Fed.  588;  J.  C.  Francesconi  &  Co.  vs.  Baltimore  &  Ohio  R.  R. 
Co.,  274  Fed.  687,  691.  Compare  Empire  Refineries  vs.  Guaranty  Trust 
Co.,  271  Fed.  668.  (3)  Kansas  City  Southern  Ry.  Co.  vs.  Tonn,  102 
Ark.  20,  26;  Western  &  Atlantic  R.  R.  Co.  vs.  White  Provision  Co.,  142 
Ga.,  246;  Gustafson  vs.  Michigan  Central  R.  R.  Co.,  296  111.  41;  Wol- 
verine Brass  Works  vs.  Southern  Pacific  Co..  187  Mich.  393,  396;  Re- 
liance Elevator  Co.  vs.  Chicago,  M.  &  St.  P.  Ry.  Co.,  139  Minn.  69;  St. 
Louis,  San  Francisco  &  Texas  Ry.  Co.  vs.  Roff  Oil  and  Cotton  Co.,  61 
Tex.  Civ.  App.  190,  192;  Southern  Pacific  Co.  vs.  Frye,  82  Wash.  9. 
Compare  Hardaway  vs.  Southern  Ry.  Co,  90  S.  C.  475.  See  contra 
Cheney  vs.  Boston  &  Maine  R.  R.,  227  Mass.  336.  Compare  Poor  vs. 
Western  Union  Tel.  Co.,  196  Mo.  App.  557,  564. 

In  the  following  cases  where  the  court  refused  to  take  jurisdic- 
tion because  there  had  not  been  preliminary  resort  to  the  Commis- 
sion, the  question  presented  was  either  one  of  fact  or  called  for  the 
exercise  of  administrative  discretion.  Texas  &  Pacific  Ry.  Co.  vs. 
Abilene  Cotton  Oil  Co.,  204  U.  S.  426;  Baltimore  &  Ohio  R.  R.  Co.  vs. 
Pitcairn  Coal  Co.,  215  U.  S.  481;  Mitchell  Coal  Co.  vs.  Pennsylvania 
R.  R.  Co.,  230  U.  S.  247;  Morrisdale  Coal  Co.  vs  Pennsylvania  R.  R. 
Co.,  230  U.  S.  304:  Northern  Pacific  Ry.  Co.  vs.  Solum,  247  U.  S.  477, 
483;  Director  General  vs.  Viscose  Co.,  254  U.  S.  498.  See  also  United 
States  vs.  Pacific  &  Arctic  Co.,  228  U.  S.  87. 


•Goddard  vs.  Foster,  17  Wall,  123,  142:  Hutchmson  vs.  Bowker 
5  M.  &  W.  535.  542;  Tubbs  vs.  Mechanics'  Insurance  Co..  131  la.  217: 
Aetna  Indemnity  Co.  vs.  Waters,  110  Md.  673;  A.  J.  Tower  Co  vs 
Southern  Pacific  Co..  184  Mass..  472.  See  Ogden  vs.  Parsons.  23  How. 
167.  170:  Fuller  vs.  Metropolitan  Life  Insurance  Co.,  70  Conn.  647,  677; 
Thayer,  Preliminary  Treatise  on  Evidence,  203-207,  215,  259. 


S.  P.-C.  P.  ANTI-TRUST  CASE 

The   Tragic   World    Washington  Bureau 

The  Supreme  Court  of  the  United  States  this  week  reversed 
the  District  Court  of  the  United  States  for  the  District  of  Utah 
in  the  Southern  Pacific-Central  Pacific  anti-trust  case  and  ordered 
that  a  decree  be  entered  severing  the  control  by  the  Southern 
Pacific  of  the  Central  Pacific  by  stock  ownership  or  by  lease. 

The  action  to  bring  about  dissolution  was  begun  by  the  gov- 
ernment on  February  11,  1914,  the  defendants  being  the  South- 
ern Pacific,  Central  Pacific,  the  Union  Trust  Go.,  of  New  York, 
and  the  directors  of  the  Southern  Pacific.  It  was  charged  that 
the  defendants  restrained  or  attempted  to  monopolize  and  did 
monopolize  trade  and  commerce  in  violation  of  the  anti-trust 
laws. 

Mr.  Justice  Day,  in  handing  down  the  opinion,  said  the  case 
did  not  differ  in  principle  from  that  in  which  the  court  ordered 
a  dissolution  of  the  Union  Pacific-Southern  Pacific  merger. 

"Such  combinations,"  he  said,  "are  not  the  result  of  normal 
growth  and  development  but,  springing  from  the  formation  of 
holding  companies  or  stock  purchases,  resulting  in  the  unified 
control  of  different  roads  or  systems  naturally  competitive,  con- 
stitute a  'menace  and  a  restraint  upon  that  freedom  of  commerce 
which  Congress  intended  to  recognize  and  protect  and  which  the 
public  is  entitled  to  have  protected.' " 
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The  Justice  cited  a  number  of  cases  supporting  that  principle 
and  continued  as  follows: 

"These  cases  collectively  establish  that  one  system  of  rail- 
road transportation  cannot  acquire  another,  nor  a  substantial  or 
vital  part  thereof,  when  the  effect  of  such  acquisition  is  to  sup- 
press or  materially  reduce  the  free  and  normal  flow  of  competi- 
tion in  the  channels  of  interstate  trade." 

The  court  declared  that  proof  was  ample  that  the  policy  of 
the  Southern  Pacific  system  has  been  to  favor  transportation 
on  Its  lines  by  securing  for  itself,  whenever  practicable,  the  car- 
riage of  freight  which  would  normally  move  eastward  or  west- 
ward over  the  shorter  line  of  the  Central  Pacific,  for  its  own 
much  longer  and  wholly  owned  southern  route. 

"We  reach  the  conclusion  that  the  stock  ownership  in  the 
Central  Pacific  acquired  by  the  Southern  Pacific  is  violative  of 
the  Sherman  act  within  the  principles  settled  by  this  court," 
said  Mr.  Justice  Day. 

In  a  dissenting  opinion  Mr.  Justice  M>  Kenna  said  he  consid- 
ered the  decision  of  the  court  unjust.  He  said  that  there  was  no 
thought  In  anyone's  mind  that  the  acquisition  of  stock  by  tin- 
Southern  Pacific  in  the  other  road,  fifteen  yean  before  the  bring- 
ing of  the  suit,  would  be  a  restraint  upon  competition  or  a  detri- 
ment to  the  public  interest. 


READING  DECREE  MODIFIED 

Tkt   Trtfc   World    ir«i*myfo»  Bureau 

In  NOB.  609  and  610,  Continental  Insurance  Co.  et  at.  vs. 
Reading  Co.  et  al.,  and  Seward  Prosper  et  at  vs.  Reading  Co.  et 
a!.,  the  Supreme  Court  of  the  United  State*  this  week  directed 
that  the  decree  of  the  District  Court  of  the  United  States  for  the 
Eastern  District  of  Pennsylvania,  which  ordered  dissolution  of 
the  Reading  system,  be  modified,  and  the  case  remanded  for 
further  proceedings  In  conformity  with  the  opinion.  The  court 
Mid  the  caae  pre*ented  the  questions,  first,  whether  a  decree  of 
the  district  court  entered  under  a  mandate  from  the  Supreme 
-.  vs.  Reading  Co.  et  al..  2f>3  U.  S.  26.  was  In  ac- 
cordance therewith  and  second,  whether  It  did  equity  to  the 
appellants.  The  court  aald  the  difficulty  In  the  separation  of 
interest  of  the  Reading  Co.  and  of  the  Heading  Coal  Co.  was 
that  the  lien  of  the  general  mortgag*  much  of  the  prop- 

erty of  the  Reading  Co..  and  all  the  stork  and  property  of  the 
coal  company,  and  that  the  general  mortgage  was  not  redeem- 
able until  1M7.  It  said  the  plan  required  the  railroad  company 
to  aaanme  whole  liability  of  the  general  mortgage.  The  case 
had  to  do  wholly  with  the  method  of  carrying  out  the  dissolu- 
tion previously  ordered. 


SANTA   FE   PACIFIC  LAND  CASE 

Action  of  the  Court  of  Appeals  of  the  District  of  Columbia  In 
dismissing  two  bills  In  equity  brought  by  the  Santa  Pe  Pacific 
Railroad  Co.  against  the  Secretary  of  the  Interior  by  which  the 
carrier  sought  to  prevent  the  government  from  setting  aside 
selections  of  land  it  had  made  waa  disapproved  this  week  by  the 
Supreme  Court  of  the  United  States.  The  company  relinquished 
tracts  of  coal  lands  In  New  Mexico  to  the  government  and  selected 
other  lands  In  lieu  thereof.  Later  the  Secretary  of  the  Interior 
tried  to  cancel  the  selections,  which  the  emit  )>•  M  he  did  not 
have  the  right  to  do. 


SHOP  CRAFT  WAGE  REDUCTION  READY 

The  Labor  Board's  decision  covering  v.ages  for  shop  craft 
employes.  It  became  known  Jane  2.  was  about  ready  for  pro- 
mulgation. Labor  members  of  the  board.  It  was  said,  were  still 
at  work  on  a  dissenting  opinion,  tut  that  was  expected  to  be 
ready  to  submit  to  the  entire  board  on  the  return  of  three  absent 
members,  who  were  expected  In  Chicago  June  3.  Until  the  board 
as  a  whole  had  gone  over  the  completed  document,  no  definite 
Information  regarding  Its  contents  would  to  given  out  by  the 
board. 

It  is  fairly  certain,  however,  that  the  wages  of  shop  craft 
worker*  will  be  cut  at  least  as  extensively  as  were  those  of  the 
maintenance  men.  Those  who  have  been  watching  the  situation 
claim  to  know  that  the  cuts  for  various  classe*  of  shop  workers 
will  range  between  5  and  9  cents  an  hour.  If  that  Is  the  ca«e. 
the  saving*  to  the  roads  accruing  from  the  two  decisions  will 
mount  well  over  the  $100.000,000  mark. 

Wnrk  on  the  decision  Involving  clerks  and  other  railroad  em- 
ployes has  already  begun.  It  was  said,  and  although  no  definite 
statement  was  forthcoming  as  to  when  It  would  be  promulgated. 
It  Is  considered  probable  that  that  decision  will  also  be  issued 
In  a  short  time,  possibly  within  a  week. 


WAGE  CUTS  STIR  STRIKE  TALK 

With   K    F.   GrabN  nt  of  the  United  Brotherhood  of 

Maintenance  of  Way  Employes,  presiding  over  a  meeting  of  the 

grand   council   of  the  brotherhood   In   Detroit,  from   which   It   Is 

a  strike   vote  will  Issue  shortly,  and  the  heads  of  the 

r  railway  labor  unions  planning  «  rusting  in  Cincinnati 
next  week  to  consider  Joint  action,  \  for  tin-  p«sic.-;ihlf 


acceptance  of  the  cuts  in  railroad  wages  ordered  by  the  Labor 
Board  this  week  and  those  expected  to  be  ordered  shortly,  are 
not  heartening. 

Although  the  maintenance  men  had  been  in  session  almost 
continually  since  the  derision  cutting  their  wages  five  cents  an 
hour  was  made  public,  no  statement  other  than  the  barest  men- 
tion that  the  cut  was  considered  "unwarranted"  was  given  out  in 
the  first  three  days. 

Neither  Mr.  Jewell  nor  Samuel  Gompers,  president  of  the  A. 
F.  of  L..  was  so  reticent,  however,  the  latter  issuing  a  statement, 
in  which  the  injustice  of  raising  the  rail  workers'  wages  four 
years  after  the  cost  of  living  had  started  its  flight  and  reducing 
them  to  their  former  level  within  two  years  thereafter,  was 
stressed.  Mr.  Gompers  indicated  that  he  thought  the  decision 
with  regard  to  common  labor  was  unanswerably  condemned  by 
the  minority  opinion  attached  thereto. 

The  shop  craft  leader  insisted  that  his  organization  was  at 
least  as  much  interested  in  the  contract  cases  recently  heard  by 
the  board  as  in  the  question  of  wages.  In  a  letter  to  the  board, 
May  29,  he  asked  that  body  to  take  jurisdiction  of  all  cases  where 
the  making  of  contracts  for  the  repair  of  equipment  has  been 
alleged. 

The  board  recently  found  the  Indiana  Harbor  Belt  in  viola- 
tion of  the  transportation  act  for  so  doing,  and  said  that  the 
case  on  that  road  was  representative.  Mr.  Jewell's  forces  are 
also  dissatisfied  with  the  board's  overtime  decision  of  last  fall, 
and  in  the  letter  referred  to  a  conference  on  the  two  questions 
between  the  shop  craft  leaders  and  the  Labor  Board  was  sug- 
gested, to  take  place  May  31. 

From  the  convention  of  the  Brotherhood  of  Locomotive  Fire- 
men and  Enginemen.  at  Houston.  Tex.,  came  a  resolution  calling 
on  the  secretary  of  the  brotherhood  to  issue  a  general  strike 
order  In  case  the  wages  of  firemen  were  reduced.  The  attitude 
of  the  firemen  Is  of  little  importance  now,  however,  since  they 
are  not  involved  In  any  wage  dispute  now  before  the  board. 

B.  M.  Jewell,  and  the  executive  council  of  the  railway  em- 
ployes' department  of  the  A.  F.  of  I*,  held  a  short  conference 
with  members  of  the  Labor  Board.  May  31.  After  the  confer- 
ence. It  was  said  by  G.  W.  W.  Hangar,  public  member  of  the 
board,  who  acted  as  chairman,  that  the  labor  leaders  had  asked 
the  board  to  Investigate  a  number  of  cases  In  which  it  was  al- 
leged that  carriers  had  been  reducing  wages,  installing  piece 
work  systems,  and  contracting  repair  work  without  conference 
with  the  men  involved.  / 

No  details  of  the  alleged  violations  were  given  to  the  board, 
but  the  union  officers  agreed  to  forward  them  Immediately.  Al- 
though it  was  said  that  the  board  would  have  to  consider  the 
requests  of  the  labor  organization,  there  existed  little  doubt  as 
to  the  board's  taking  o\er  the  disputes.  So  far  as  wages  and 
piece  work  are  concerned,  no  conflict  with  the  recent  district 
court  decision  will  exist  if  the  questions  are  considered  on  ex 
parte  submissions.  The  board  has  already  set  a  precedent  in 

•act  case*  by  assuming  jurisdiction  over  the  matter  on  the 
M.  K.  ft  T.  on  its  own  motion. 

Mr.  Jewell  explained.  May  31.  that  the  strike  vote  ord.  i.,i 
by  the  convention  of  the  railway  employes'  department,  at  their 

•  ntion  In  Chicago.  In  April,  had  not  yet  been  taken.  He  said 
the  work  of  printing  the  ballots  was  going  on  and  that  the  vote 
would  be  taken  without  regard  to  the  attitude  the  board  might 
take  on  shop  craft  wages,  a  decision  on  which  was  expected  soon. 

An  Invitation  to  attend  a  conference  in  Cincinnati  next  week 
waa  «ent  to  the  chief  executive  of  the  sixteen  so-called  standard 
railroad  labor  unions,  by  E.  H.  Fitzgerald,  president  of  the 
Brotherhood  of  Railroad  and  Steamship  Clerks,  Freight  Hand- 
lers. Express  and  Station  Employes,  May  31.  The  conference 
will  be  held  before  the  meeting  of  the  American  Federation  of 
Labor,  which  will  take  place  In  Cincinnati,  beginning  June  10. 
An  order  making  some  reductions  In  the  wages  of  clerks  will, 
In  all  probability,  be  handed  down  by  the  Labor  Board  some 
time  within  the  next  week,  and  Mr.  Fitzgerald's  direct  interest  In 
the  situation  Is  explained  by  that  probability.  Heads  of  the  train 
service  brotherhoods  have  also  been  invited  to  attend  the  con- 
ference, although  their  organizations  are  not  directly  interested 
In  the  present  wage  cases. 

In  Detroit,  where  the  maintenance  of  way  men  had  been  In 
sesalon  since  May  29.  it  was  announced,  May  31,  that  a  strike 
ballot  was  being  prepared  for  distribution,  not  only  among  the 
members  of  the  maintenance  brotherhood,  but  among  unorganized 
unskilled  laborers  as  well. 

\N  O.  Lee  was  re-elected  president  of  the  brotherhood  of 
Railway  Trainmen  at  their  convention  in  Toronto,  May  31. 


MAINTENANCE  LABOR  PAY  CUT 

The  wages  of  maintenance  of  way  forces  and  track  and  shop 
laborers,  and  such  other  classes  of  railroad  workers  generally 
designated  as  common  labor,  were  cut.  uniformly.  5  cents  an 
hour,  In  a  decision  made  public  by  the  Labor  Board.  May  29. 
••clslon.  which  was  mimeographed  and  appeared  some 
days  before  the  earliest  date  authoritatively  mentioned  for  it? 
promulgation,  makes  the  cut  effective  July  1.  Nearly  all  class 
one  roads— 106  to  be  exact-  are  affected  by  the  decision,  and  the 
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following   labor   organizations   number   among   their   members 
most  of  the  men  whose  wages  have  been  cut: 

I'nited  Brotherhood  of  Maintenance  of  Way  Employes  and  Railway 
Shop  Laborers;  Railway  Employes'  Department,  A.  F.  of  I*  (Federated 
Shop  Crafts);  Maintenance  of  Way  Foremen's  Association;  Interna- 
tional Brotherhood  of  Stationary  Firemen  and  Oilers;  Brotherhood  of 
Railway  and  Steamship  Clerks,  Freight  Handlers,  Express  and  Station 
Kinployes,  American  Federation  of  Kailtoad  Workers. 

It  is  estimated  that  the  annual  savings  that  will  result  to 
the  carriers  from  the  decision,  based  on  the  average  of  the  num- 
ber of  men  of  the  class  involved  employed  by  the  railroads  in 
July,  1921,  and  February,  1922,  the  maximum  and  minimum 
maintenance  months,  and  on  an  average  year  of  306  days  of  8 
hours  each,  will  be  $49,000,000.  Decisions  covering  the  other 
classes  of  labor  involved  in  the  extended  hearings  of  last  March 
and  April  will  be  issued  shortly. 

The  formal  decision  made  the  following  specific  reductions: 

In  this  case  the  board  adopts  as  its  base  the  rates  fixed  In  Article 
III  of  Decision  No.  147,  and  finds  It  just  and  reasonable,  under  the 
law  and  the  evidence,  to  make  the  following  schedule  of  decreases 
per  hour: 

Section  1.  Bridge,  building,  painter,  construction,  mason  and  con- 
crete, water-supply,  and  plumber  foremen  (except  water-supply  and 
plumber  foremen  coming  under  the  provisions  of  Section  1  of  Article 
IV,  Decision  No.  147)— 5  cents. 

Sec.  2.  Assistant  bridge,  building,  painter,  construction,  mason 
and  concrete,  water-supply  and  plumber  foremen,  and  for  coal  wharf, 
coal-chute,  and  fence-gang  foremen,  pile-driver,  ditching  and  hoist- 
ing engineers  and  bridge  inspectors  (except  assistant  water-supply  and 
plumber  foremen  coming  under  the  provisions  of  Section  1  of  Article 
IV,  Decision  No.  147 — 5  cents. 

Sec.  3.  Section,  tracff  and  maintenance  foremen,  and  assistant 
section,  track  and  maintenance  foremen — 3  cents. 

Sec.  4.  Mechanics  in  the  maintenance  of  way  and  bridge  and 
building  departments  (except  those  that  come  within  the  scope  of 
agreements  with  the  federated  ship  crafts) — 4  cents. 

Sec.  5.  Mechanics'  helpers  in  the  maintenance  of  way  and  bridge 
and  building  departments  (except  those  that  come  within  the  scope  of 
agreements  with  the  federated  shoe  crafts) — 1  cent. 

Sec.  6.  Track  laborers,  and  all  common  laborers  in  the  mainte- 
nance of  way  department  and  in  and  around  shops  and  roundhouses 
not  otherwise  provided  for  herein — 5  cents. 

Sec.  7.  Drawbridge  tenders  and  assistants,  pile-driver,  ditching 
and  hoisting  firemen,  pumper  engineers  and  pumpers,  crossing  watch- 
men or  flagmen,  and  lamp  lighters  and  tenders — 5  cents. 

Sec.  8.     Laborers  employed  in  and  around  shops  and  roundhouses 

such  as  engine  watchmen  and  wipers,   fire  builders,  ash-pit  men,   flue 

borers,    coal   passers    (except    those    coming   under    the    provisions    of 

Section  3  of  Article  VIII,  Decision   No.   147),  coal-chute  men,   etc  — 

5  cents. 

Sec.  9.  For  miscellaneous  classes  of  foremen  and  other  employes 
named  in  connection  with  a  carrier  affected  by  this  decision,  but  not 

itlcally  listed  under  any  section  in  the  classified  schedules  of 
decreases,  deduct  an  amount  equal  to  the  decreases  specified  for  the 
respective  classes  to  which  the  miscellaneous  classes  herein  referred 
to  are  analogous. 

The  board,  in  its  decision,  carefully  explained  that  the  re- 
ductions will  not  result  in  a  "uniform  standardization  of  wages 
of  the  class  of  employes  covered."  It  pointed  out  that  these 
wages  range  from  28  to  40  cents  an  hour  at  the  present  time, 
and  that  the  cut  will  not  tend  to  destroy  this  diversity. 

Commenting  on  the  level  of  wages  for  common  railroad 
labor  that  will  result  from  the  decision,  the  board  said  that  it 
will  still  be  somewhat  higher  than  the  level  in  other  industries. 
In  this  regard  it  said: 

The  Labor  Board  Is  of  the  opinion  that  after  the  reductions  made 
under  this  decision,  common  labor  on  the  railroads  will  still  be  re- 
ceiving, as  a  rule,  a  wage  in  excess  of  that  paid  to  similar  labor  in 
other  industries,  and  that  the  same  will  be  true  of  all  other  classes 
of  labor  covered  by  this  decision.  The  board  is  of  the  opinion,  how- 
ever, that  the  hazards  and  hardships  of  the  employment,  te  training 
and  skill  required,  the  degree  of  responsibility  to  the  public,  and 
other  elements  mentioned  in  the  statute,  combine  to  justify  the  pay- 
ment of  a  better  wage  to  those  employes  than  is  paid  to  similar  labor 
in  outside  employment. 

On  a  very  considerable  number  of  the  roads  the  foremen  and  sec- 
tion men  are  furnished  living  quarters  and  fuel  by  the  carrier. 

Moreover,  the  board  is  not  in  sympathy  with  the  idea  that  a  gov- 
ernmental tribunal,  empowered  to  fix  a  just  and  reasonable  wage  for 
men  engaged  in  serving  the  public  In  the  transportation  industry, 
should  be  controlled  by  the  one  consideration  of  the  low  wages  that 
may  be  paid  to  other  labor  in  a  period  of  temporary  depression  and 
unemployment,  it  is  but  just  to  say  that  railway  managements  have 
indicated  no  desire  for  such  a  result. 

Discussing  the  cost  of  living  as  a  factor  in  arriving  at  a 
decision,  the  board  pointed  out  that  the  average  hourly  rate  of 
pay  of  the  class  involved  increased  95.3  per  cent,  between  Janu- 
ary, 1920,  and  July,  1921.  Meanwhite,  it  said,  the  cost  of  living 
increased  26.7  per  cent,  making  the  percentage  of  increase  in 
the  purchasing  power  of  earnings  54.1  per  cent.  Under  the 
decision,  according  to  the  board's  figures,  the  railroad  laborer's 
salary,  will  still  buy  44.5  per  cent  more  than  it  would  have 
bought  in  January,  1920,  when  the  cost  of  living  was  consider- 
ably higher  than  in  March  of  this  year. 

In  consideration  of  these  things,  the  board  said  it  decided: 

That  the  rates  of  wages  heretofore  established  by  the  authority  of 
the  United  States  Railroad  Labor  Board  shall  be  decreased  as  herein- 
before set  out  for  the  class  of  employes  there  named,  and  that  such 
decreases  shall  be  effective  as  of  July  1.  1922. 

That  the  scope  of  this  decision  is  limited  to  the  carriers  named 
under  Article  I  herein,  to  such  carriers  as  may  be  included  here- 
after by  addenda,  and  to  the  specific  classes  of  employes  named  or 
referred  to  under  each  particular  carrier. 

That  the  reduction  in  wages  hereby  authorized  shall  be  made  In 
accordance  with  the  following  articles  which  prescribe  the  regula- 
tions and  designate  the  employes  affected. 


A  dissenting  opinion  was  written  by  A.  O.  Wharton,  Albert 
Phillips  and  W.  L.  McMenimen,  labor  members  of  the  board, 
in  which  the  budgets  and  cost  of  living  figures,  introduced  at 
the  hearings  by  labor  leaders  and  witnesses,  were  discussed  at 
length,  in  an  effort  to  show  that  the  proposed  wages  will  not 
furnish  bare  living  necessities  to  the  common  laborers. 

The  labor  members  said  the  majority  of  the  board  were 
in  error  in  choosing  an  abnormal  period  for  use  in  their  com- 
parisons. It  was  contended  that  the  cost  of  living  increased 
much  faster  between  1915  and  1917  than  did  the  wages  of  rail- 
road workers,  and  that  the  earlier  year  would  have  been  a  fairer 
one  to  use  than  the  later. 

Statistics  of  minimum  wages  set  by  statute  in  various  states, 
the  dissenters  said,  showed  that  the  board  had  prescribed  a 
minimum  for  railroad  laborers  lower  than  that  prescribed  by 
these  statutes  for  men,  and  "well  within  the  range  of  minimum 
wages  for  women." 

The  dissent  said  in  part: 

The  rates  of  pay  established  under  this  decision  will  mean  an- 
nual earnings  far  below  any  uniform  standard  of  subsistence  which 
has  been  formulated,  even  below  those  of  most  conservative  em- 
ployer groups. 

Tl-i;  rates  of  pay  established  under  this  decision  are  not  based 
upon  the  human  needs  of  the  hundreds  of  thousands  of  families  in- 
volved. They  are  insufficient  to  provide  these  families  with  the  abso- 
lute essentials.  The  earnings  of  this  large  group  of  railroad  em- 
ployes will  not  provide  the  father  of  a  family  with  as  much  food  as 
is  allowed  convicts  in  the  Cook  County  (Illinois)  jail. 

The  pre-war  standard  perpetuated  by  this  decision  was  the  prod- 
uct of  inequitable  wage  bargains.  It  was  considerably  below  the  level 
recognized  at  that  time  as  necessary  for  the  maintenance  of  health 
and  energy. 

Legal  minimum  wages  in  the  United  States  fall  primarily  in  the 
range  from  $11  to  $15  per  week.  It  is  a  striking  fact  that  the  mini- 
mum wage  for  section  men,  under  the  majority  decision,  is  just  $11.04 
per  week,  with  an  average  wage  for  the  250,000  section  men  amounting 
to  only  $15.69  per  week.  This  last  figure  is  well  within  the  range  of 
minimum  wages  for  women. 

It  cannot  be  too  strongly  emphasized  that  a  minimum  wage  for 
women  workers  is  based  upon  the  presumption  that  the  woman  is  not 
responsible  for  the  maintenance  of  a  family,  while  in  any  virile  nation 
which  desires  to  preserve  its  growth  and  strength  a  minimum  wage 
for  men  must  rest  upon  the  presumption  that  the  normal  employe 
either  is  or  is  to  be  responsible  for  the  maintenance  of  a  family. 


PENNSY-LABOR  BOARD  CASE  APPEALED 

Attorneys  for  both  sides  in  the  dispute  of  the  Pennsylvania 
Railroad  with  the  Labor  Board,  as  to  whether  or  not  the  board 
has  jurisdiction  of  the  method  used  by  the  carrier  for  selecting 
representatives  of  employes  with  which  to  negotiate  rules,  ad- 
hered closely  to  the  contentions  made  at  the  argument  in  the 
district  court,  at  the  hearing  on  the  appeal  from  the  decision  of 
that  court,  in  the  circuit  court  of  appeals,  at  Chicago,  June  2. 

About  the  only  real  difference  between  the  argument  made 
on  behalf  of  the  board  by  Blackburne  Esterline  at  the  district 
court  hearing  and  that  made  by  W.  T.  Riter  before  the  appeal 
judges  was  the  latter's  spirited  denunciation  of  the  "narrow  in- 
terpretation of  the  word  'grievances,' "  made  by  the  attorneys  for 
the  Pennsylvania  and  upheld  by  the  district  judge. 

"As  I  read  the  transportation  act,"  Mr.  Riter  said,  "the  word 
'grievances,'  as  used  in  section  307  in  conjunction  with  rules  and 
wages  means  any  dispute  arising  therefrom.  If  the  lower  court 
was  right  in  excluding  such  matters  as  the  election  of  employes' 
representatives  from  the  meaning  of  that  word,  the  transporta- 
tion act  is  robbed  of  all  its  vitality. 

"To  say  that  Congress  meant  to  put  certain  classes  of  dis- 
putes outside  the  jurisdiction  of  the  board,  while  including  others, 
when  defining  the  powers  of  a  board  it  intended  should  do  away 
with  future  interruptions  to  interstate  commerce,  is  to  accuse 
Congress  of  gross  stupidity." 

Mr.  Riter  repeated  the  former  contentions  of  the  Department 
of  Justice  that  the  instant  case  was  a  suit  against  the  govern- 
ment without  its  consent,  and  said  that  he  believed  the  lower 
court  erred  when  it  decided  it  had  jurisdiction  over  the  matter. 

"And  furthermore,"  he  continued,  "the  board  had,  in  fact, 
issued  no  aflirmative  order  against  which  the  Pennsylvania  can 
legally  seek  action  in  a  court  of  equity." 

T.  J.  Sclfield,  arguing  for  the  railroad,  repeated  his  thought 
that  the  transportation  act  logically  divided  itself  into  two  parts. 

"Section  301,"  he  said,  "provides  for  conferences  and  volun- 
tary arbitration  upon  application  of  both  of  the  interested 
parties;  section  307  provides  for  compulsory  arbitration  of  wages, 
rules  and  grievances.  Nothing  in  either  of  the  sections  prescribes 
a  course  of  action  to  be  taken  preliminary  to  holding  conferences, 
nor  does  anything  in  the  law  give  the  board  the  right  to  take 
jurisdiction  over  such  preliminary  matters." 


CONDITION    OF    LOCOMOTIVES 

Out  of  64,549  locomotives  on  line  May  1,  48,323  were  service- 
able, 13,073  were  in  need  of  repairs  requiring  over  24  hours 
and  3,155  were  in  need  of  repairs  requiring  less  than  24  hours. 
The  per  cent  out  of  service  for  repairs  requiring  over  24 
hours  was  20.2  and  less  than  24  hours  was  4.9.  The  number 
of  serviceable  locomotives  stored  was  7,620. 
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CARRIERS  ASSENT  TO  RATE  CUT 

Tkt  Traffic  World  Washington  Bantu 

Answer  to  the  Commission's  notice  and  invitation  that  it  be 
advised  aa  to  whether  the  carriers  would  or  would  not  acquiesce 
in  the  rate  reduction  decision.  In  behalf  of  the  southern  car- 
riers was  delivered  to  the  Commission  early  May  31.  by  Lincoln 
Green,  vice  president  of  the  Southern,  in  whose  office  the  execu- 
tives of  the  railroads  in  that  part  of  the  country  held  their  con- 
•ultation  on  the  subject.  May  29.  In  answering,  the  southern 
carriers  said: 

Responding  to  the  notice  and  Invitation  contained  In  the  report 
in  I  C  C  Docket  13293.  the  undersiifn«-d  carriers,  for  themselves 
Individually  and  as  member*  of  the  Southern  Group,  hereby  advise 
that  they  undertake  to  make  effective  on  or  before  July  1.  1921,  on  not 
less  than  10  days'  notice  to  the  Commission  and  to  the  general  public, 
by  filing  and  posting  In  the  manner  prescribed  In  the  Interstate  Com- 
merce Act.  the  reduced  rate*  and  charges  prescribed  by  the  Commis- 
sion in  the  proceeding  designated  above. 

In  giving  this  advice  the  undersigned  carriers  do  not.  however, 
accept  all  the  reasoning  by  which  the  Commission  reached  Its  judg- 
ment. Specifically,  they  except  to  the  finding  of  the  Commission  that 
a  fair  return  upon  the  aggregate  value  of  the  railway  property  of  the 
carriers,  defined  In  section  15-a  of  the  Interstate  Commerce  Act.  Is 
or  will  be  5.7i  per  cent  of  such  aggregate  property  value. 

They  further  specifically  except  to  the  conclusion  that  a  general 
reduction  In  rates  in  the  Southern  Group  is  at  this  time  justified,  and 
can  only  express  the  hope  that  further  reduction  In  labor  costs  where 
warranted  and  substantially  Increased  traffic  will  yield  result*  more 
nearly  approximating  a  reasonable  return  upon  the  aggregate  prop- 
erty value,  and  so  justify  their  action  In  the  premises. 

In  behalf  of  the  Seaboard  Air  Urn-.  Its  •ubsJQIaries  and 
affiliated  lint-  r  i:  rapps,  their  first  vice  president,  made  a 
special  reservation,  as  follow*: 

In  concurring  In  the  foregoing  notification  and  In  the  desire  of 
the  Southern  Group  to  co-operate  with  the  Commission,  the  Seaboard 
Air  Mne  Railway  Company  wishes  to  point  out.  In  addition,  that  the 
Commission's  decision  In  Reduced  Rates.  1»22.  No.  132*1.  would  seem 
to  establish  a  level  of  rate*  for  the  Southern  Group  disproportionate 
In  ratio  to  the  level  established  elsewhere.  Under  the  proposed  re- 
vision, a  freight  rate  of  f  1.00  on  the  basl*  of  the  rate  prevailing  before 
the  t  per  cent  Rate  Case  In  1114  would,  und-r  the  reduction  effective 
July  1.  Ittl.  be  11.115  to  the  Eastern  Group  whereas  In  the  Southern 
Group  It  would  be  I1.40*.  This  I*  partly  ..counted  for  In  the  rate 
Increases  made  by  the  Commission.  August.  1»M.  which  In  the  Eastern 
Group  were  40  per  cent  as  compared  with  25  per  cent  In  the  Southern 
Group.  A  comparison  of  the  percentage  return  under  these  rate*  on 
the  aggregate  Value  of  the  property  of  the  carriers  of  the  Southern 
Group  with  the  return  In  the  Eastern  Group  Is  as  follows: 

Southern      Eastern 
Group         Group 

1»JO  (but  four  month*) f  .4  S.2 

1>21  (twelve  months)    M  3.3 

1»22  January.  February.  March  (April  esti- 
mated)              4.17  5.22 

Thin  last  mentioned  percentage  was  reached  IB  the  Southern  terri- 
tory during  a  period  In  which  there  was  operative— beginning  March 
15th  and  made  gradually  effective—  a  reduction  In  wage*  of  Mainte- 
nance of  Way  and  Structure*  employes,  which  had  been  mutually 
agreed  upon  between  substantially  all  of  the  carriers  and  these  par- 
ticular employe*  In  the  Southern  Group  and  without  recourse  to  the 
I,abor  Board.  The  t4S.MO.WW  reduction  for  the  country  recently  an- 
nounced by  the  Labor  Board,  effective  July  1.  and  covering  this  par- 
ticular class  of  men.  will  therefore  not  tangibly  better  the  present 
percentage  return  for  the  Southern  Group. 

It  should  be  fully  understood  that  not  only  the  rate  of  return 
mentioned  for  the  Southern  Group  but  the  rate  for  all  four  groups  has 
been  obtained  by  the  curtailment  of  expenditure*  by  substantially 
an  the  carriers  to  such  an  extent  as  not  to  admit  of  additions  and 
betterment*  known  to  be  essential.  A  continuation  of  this  policy  will 
ie  railroad*  from  making  provision  to  care  for  the  return  of 
normal  business,  which  1*  approaching  as  a  result  of  the  economic 
readjustments  that  have  taken  Place  and  which  are  demonstrably  not 
the  remit  of  freight  rate  reduction*  effective  or  proposed. 

Entertaining  these  views  and  for  the  reasons  given,  the  Seaboard 
Air   Une   Railway  Company,  while  Joining   In    the  notification   to   th>- 
.mission  given  by  the  Southern  Group,  desires)  expressly  to  reserve 
right,  at  any  appropriate  time,  to  request  that  the  decision  be  re- 
opened and  that  such  r.  li.  r  b*  afforded  as  the  exigencies  of  the  situa- 
tion might  at  the  time  demand. 

At  the  time  the  southern  carriers  ailvised  the  Commission 
of  their  attitude,  unofficial  Information  had  come  to  the  Com- 
mlMlon that  practically  every  electric  line  In  the  country  en- 
gaged In  handling  Interstate  business  had  decided  It  would  r. 
duce  rates  10  per  cent  so  as  to  keep  in  line  with  steam  line 
competitors.  The  electric  lines  were  not  parties  to  the  1922 
'iced  rate  case,  nor  did  they  ent<>r  appearance  therein. 
Therefore,  they  were  not  among  those  directed  to  advise  tin- 
Commission,  not  later  than  May  31.  whether  they  would  or 
would  not  make,  the  reductions  without  requiring  the  Issuance 
of  a  formal  order  by  the  Commission. 

It  will  be  no  trouble  for  the  electric  lines  to  bring  them- 
selves Into  harmony  with  their  competitors.  Unless  otherwise 
ordered,  which  Is  not  •  'he  tariff  men  of  the  Commission 

expect  to  facilitate  the  filing  of  electric  lino  tariffs  by  means  of 
sixth  section  permits. 

Acceptance  Is  Central 

Acceptance  of  the  Commission's  ten  per  cent  reduction  In 
freight  rates  without  requiring  the  Issuance  of  a  formal  order 
was.  broadly  speaking,  so  general  by  June  1  that  no  opposition 
to  what  the  Commission  had  advised  seemed  possible. 

on  the  morning  of  June  1  came  a  letter  from  Daniel  Wil- 
lard  transmitting  a  copy  of  resolutions  adopted  by  the  eastern 
carriers  and  a  statement  for  the  press  mad*  by  I/.  F.  Ix>ree 
In  connection  therewith.  The  mall  also  brought  similar  notices 
from  Individual  carriers  In  the  eastern  group. 


Mr.  Loree's  statement  was  as  follows: 

At  a  special  meeting  of  the  Eastern  Railroad  presidents,  con- 
sideration was  given  to  the  report  and  findings  of  the  Interstate 
Commerce  Commission  in  the  reduced  rate  case  (docket  No.  13293)  de- 
cided May  16.  1322,  and,  since  the  Commission  finds  that  rates  in  ex- 
cess of  those  determined  by  It  shall  be  unreasonable  after  July  1,  1922. 
it  was  felt  that  the  roads  had  no  alternative  except  to  put  the  rates  in 
effect  without  a  formal  order. 

While  deciding  to  do  this  the  roads  also  determined  to  enter 
of  record  a  formal  protest  of  the  finding  of  the  Commission  that  on 
and  after  March  1,  1922.  the  fair  return,  as  contemplated  by  the 
Transportation  Act,  will  be  5\  per  cent,  believing  that  this  return 
Is  lower  than  Is  required  by  law  and  will  not  enable  the  railroads 
to  finance  themselves  to  the  extent  that  they  should  be  able  to  do 
in  order  to  render  adequate  service  to  the  public. 

It  Is  of  prime  Importance  to  meet  the  transportation  requirements 
of  this  country,  if  It  is  to  be  prosperous,  that  the  railroads  as  a  whole 
shall  be  In  a  sufficiently  strong  position  to  furnish  service  as  It  is  re- 
quired. and  this  cannot  be  done  unless  they  have  such  income  and 
credit  as  will  enable  them  to  obtain  funds  sufficient  to  provide  equip- 
ment and  facilities. 

If  the  future  demonstrates  the  need  for  additional  revenues  the 
railroads  feel  confident  that  U.e  Commission  will  take  steps  to  grant 
relief. 

Executives  of  the  western  carriers,  through  S.  M.  Felton, 
who  presided  at  a  conference  on  the  question,  in  Chicago,  May 
29,  sent  a  telegram  to  the  Commission,  June  1,  in  which  they 
expressed  the  intention  to  "submit"  to  the  reductions  ordered 
by  the  Commission.  The  telegram  was  as  follows: 
s 

In  compliance  with  the  request  expressed  by  the  Commission  in 
the  last  paragraph  of  Its  decision  In  Kate  Reductions,  1922.  a  majority 
of  the  carriers  In  western  territory  hereby  Inform  the  Commission 
that,  while  believing  that  the  n>du<-tii>n  In  freight  rates  Is  unjust 
and  threatens  serious  financial  <  nn.-4  nuriices  upon  many  of  the  car- 
riers, tin  v  mull  TMtnnii  that  tin-  Commission  proposes  to  follow  Its 
finding*  with  an  ord«T  and  that,  tln-ri-fori-.  no  point  remains  for  the 
t*-<  bnical  Insistence  on  an  order  In  the  face  of  the  expressed  purpose 
of  the  Commission  to  enforce  compliance  with  its  opinion.  For  these 
reasons  the  roads  will  )>r»c-  >-.|  <••  submit  to  the  reductions.  Traffic 
officer*  have  been  Instructed  to  arrange  und  submit  necessary  details 
and  asslre  to  discuss  certain  adjustments  therewith. 

Although  Mr.  Felton  used  language  in  his  telegram  contain- 
ing the  Implication  that  the  Commission  Intended  issuing  an 
order  in  the  rate  reduction  case,  it  has  no  idea  that  It  will  be 
compelled  to  resort  to  that  plan,  especially  since  practically 
every  railroad  has  signified  Its  intention  to  comply  with  the 
Commission's  decision. 

Only  one  carrier  has  positively  declined  to  comply.  That 
one  IB  the  receiver  for  the  Denver  A  Salt  take.  He  said  that 
while  he  did  not  challenge  the  policy  of  the  Commission,  no 
reductions  could  be  made  by  him  at  this  time  and  that  forced 
reductions  would  constitute  a  taking  of  the  property  without 
due  process  of  law.  That  road  never  earned  operating  expenses 
until  last  year. 

It  la  doubtful  whether  the  Commission  will  issue  an  order 
against  any  of  the  smaller  or  weaker  roads  that  may  think  they 
can  keep  up  their  rates  -and  retain  their  business,  although  that 
point  has  not  been  settled. 

Western  carriers.  Including  the  Santa  Fe,  Southern  Pacific, 
Burlington,  and  the  northern  transcontinental  carriers,  sent  In- 
dividual letters  signifying  their  determination  to  co-operate  with 
the  Commission  to  make  the  reduced  rates  operative  at  the  time 
Indicated  by  the  Commission. 

Nearly  every  letter  contained  a  protest  against  the  reduc- 
tion of  the  return  to  5.75  per  cent  as  an  Injustice  to  the  rail- 


Mr.  Willard  protested  hut  said  that  Inasmuch  as  nothing  was 
to  be  gained  by  compelling  the  Commission  to  Issue  a  formal 
order  he  would  co-operate. 

Lewis  J.  Spence,  of  the  Southern  Pacific,  wrote  In  the  same 
general  vein. 

Practically  every  railroad  made  It  a  point  to  reserve  the 
right  to  ask  for  a  reconsideration  of  the  two  phases  of  the  case 
—  namely,  the  rate  of  return  and  the  level  of  the  rates.  The 
rail  executives.  In  their  letters,  seemd  anxious  to  make  It  definite 
to  the  Commission  that,  while  they  were  signifying  their  de- 
termination to  co-operate,  they  were  not  thereby  approving  what 
had  been  done  or  closing  the  door  to  any  move  they  might  here- 
after make  to  have  the  case  reconsidered. 

The  technical  side  of  the  matter  —  that  of  getting  out  the 
tariffs—  has  been  tinder  consideration  In  New  York  for  three  days, 
and  next  week  the  tariff-publishing  agents  will  come  to  Wash- 
ington with  plans  they  think  will  enable  them  to  make  reduc- 
tions by  July  1. 

Felton   Foresees   Formal   Order 

Asked  for  an  explanation  of  the  portion  of  the  telegram, 
sent  by  the  western  executives  to  the  Commission,  June  1.  in 
which  the  "expressed  purpose  of  the  Commission  to  enforce  com- 
pliance with  Its  order"  was  mentioned,  S.  M.  Felton,  president 
of  the  Chicago  Great  Western  and  chairman  of  the  conference 
of  western  executives,  said  that  statement,  as  well  as  the  one 
that  the  western  executives  "understand  that  the  Commission 
proposes  to  follow  its  findings  with  an  order,"  was  not  Inspired 
by  anything  contained  In  the  printed  decision.  He  said  the  Com- 
mission had  given  the  executives  to  understand,  at  one  of  the 
conferences  held  Immediately  before  and  after  the  promulgation 
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of  the  decision,  that  a  formal  order  would  be  issued,  regardless 
of  whether  the  carriers  expressed  their  intention  of  complying 
literally,  with  the  decision  without  such  an  order. 

"The  western  carriers,"  he  said,  "would  like  very  much  to 
have  the  decision  remain  as  at  present.  This  would,  at  least, 
allow  a  little  discretion  in  the  matter  of  future  adjustments, 
whereas  a  formal  order  by  the  Commission,  in  addition  to  plac- 
ing hampering  restrictions  on  whatever  method  we  may  think 
best  for  making  the  reductions  effective,  would  so  freeze  the  rates 
as  to  make  minor  adjustments  very  difficult." 

Mr.  Pelton  said  that  the  telegram  sent  to  the  Commission 
expressed  the  views  of  the  carriers  present  at  the  conference  and 
that  a  telegraph  poll  of  those  not  present  now  being  taken,  indi- 
cated that  the  action  of  the  conference  would  meet  with  general 
approval. 

A  meeting  of  western  railroad  traffic  officials,  to  decide  on 
the  method  of  tariff  publication  to  be  followed  in  complying 
with  the  decision,  will  take  place  at  the  Transcontinental  Freight 
Bureau,  Chicago,  June  5. 

Railway  Executives  Meet 

Railroad  executives  called  for  May  29  meetings  for  the  con- 
sideration of  the  Commission's  reduced  rate  decision.  Prior  to 
that  time  tariff  publishing  agents  had  been  told  to  meet  in  Wash- 
ington May  27,  but  later  orders  canceled  or  postponed  that  meet- 
ing. It  was  thought  that  it  would  be  useless  for  the  tariff  pub- 
lishing agents  to  take  up  the  subject  of  how  to  make  the  re- 
ductions in  advance  of  a  determination,  by  the  executives,  as 
to  what  attitude  they  should  take.  The  situation  as  to  them 
was  that  the  Commission  had  directed  them  if  possible  to  advise 
it,  by  May  31,  as  to  whether  they  would  carry  out  the  deci- 
sion, without  formal  order. 

A  meeting  of  the  tariff  publishing  agents  was  suggested  on 
account  of  the  vast  technical  difficulties  it  was  felt  would  be  on- 
countered  when  the  effort  should  be  made  to  comply  with  the 
Commission's  wish  that  the  new  rates  be  made  operative  July  1. 
One  of  the  technical  difficulties  is  the  fact  that  some- of  the  exist- 
ing rates  are  held  in  force  by  blanket  supplements  issued  under 
permission  given  in  Ex  Parte  74.  While  many  unusual  things, 
in  the  way  of  tariff  publications  have  been  authorized  since 
1915,  there  never  has  been  a  blanket  supplement  to  a  blanket 
supplement. 

Eastern,  western  and  southeastern  carriers,  in  separate 
meetings  held  May  29,  decided  to  accept  the  decision  of  the 
Commission  in  No.  13293,  Reduced  Rates,  1922. 

All  three  groups  decided  to  make  the  reductions  prescribed 
in  the  opinion  without  asking  for  a  formal  order. 

At  the  meeting  of  the  southeastern  carriers  the  conclusion 
was  reached  that,  regardless  of  the  views  that  might  be  held 
on  the  merits  of  the  Commission's  decision,  nothing  would  be 
gained  by  requiring  the  Commission  formally  to  order  the  re- 
duction of  rates,  especially  in  view  of  the  fact  that  an  order 
might  be  issued  which  would  make  the  task  of  getting  out  the 
necessary  tariffs  more  difficult  than  if  the  railroads  themselves 
worked  out  a  method  for  complying  with  the  finding. 

L.  F.  Loree,  who  presided  at  the  meeting  of  eastern  execu- 
tives, in  New  York,  commenting  on  the  new  "reasonable  return," 
said  that  the  rate  of  5%  per  cent  would  "not  enable  the  roads 
to  finance  to  the  extent  they  should  in  order  to  render  adequate 
service  to  the  public."  Touching  on  the  rate  reductions,  he 
said  it  was  felt  that  "the  roads  had  no  other  alternative  except 
to  put  the  reduced  rates  into  effect  without  a  formal  order." 

It  was  agreed  by  the  western  carriers  that  the  simplest 
way  to  accomplish  the  reductions  would  be  to  issue  blanket 
supplements  carrying  the  reductions  stated  in  precentages  at 
once.  This,  it  was  pointed  out,  was  the  only  possible  wa> 
publication  could  be  made  in  order  to  make  the  tariffs  effective 
July  1.  Readjustments  and  specific  supplements  will  then  be 
published  as  fast  as  the  facilities  of  the  carriers'  tariff  depart- 
ments will  allow.  Eastern  and  southeastern  carriers  were  ex- 
pected to  adopt  a  similar  plan. 


THORNE    LIKES   THE    DECISION 

"This  decision  involves  the  largest  reduction  in  freight  rates 
ever  ordered  in  the  history  of  the  Commission,  and  applies  to 
the  entire  nation,"  said  Clifford  Thome,  discussing  the  decision 
of  the  Commission  in  the  general  rate  inquiry  case.  "Based 
on  last  year's  returns,  the  total  approximates  three-  hundred 
million  dollars  annually.  If  we  add  the  reduction  on  agricul- 
tural products  voluntarily  accorded  by  the  railroads  January  1 
for  a  test  period  of  six  months,  the  total  reductions  equal  four 
hundred  million  dollars  annually.  Few  cases  have  ever  been 
tried  in  America  or  any  other  nation  involving  a  million  dollars 
a  day. 

"The  case  is  epoch-making,  not  only  in  size,  but  in  principle. 
At  last  the  railroads  are  compelled  to  share  with  other  lines 
of  industry  the  after-the-war  deflation  in  prices.  It  will  have  a 
very  wholesome  effect.  This  is  a  victory  for  the  principle  of 
regulation.  Closely  organized  as  they  are,  the  railroads  strenu- 
ously objected  to  any  general  decrease,  and  in  closing  argument, 


Mr.  Thorn,  general   counsel   for  all  the  railroads,  indulged  in  a 
bitter  personal  attack  on  me. 

"This  decision  will  set  a  precedent  for  future  reductions. 
The  ice  has  been  broken.  It  will  be  of  untold  value,  both  in 
money  and  in  moral  effect,  in  bringing  about  a  general  revival 
of  activity  in  American  industry.  The  psychology  of  the  situa- 
tion, the  timeliness  of  the  decision,  the  courage  of  the  Commis- 
sion in  making  the  order,  notwithstanding  the  powerful  forces 
arrayed  against  that  course  of  action,  all  tend  to  restore  our 
confidence  in  American  institutions." 


COTTON  MEN  PRAISE  HARDING 

The  Traffic   World    Washington  Bureau 

Immediate  repeal  of  the  provisions  of  the  transportation 
act  which  created  the  Railroad  Labor  Board  and  commendation 
of  President  Harding  for  his  efforts  to  obtain  a  reduction  in 
freight  rates  was  approved  by  resolutions  by  the  American  Cot- 
ton Manufacturers'  Association  at  the  closing  session  of  its 
convention. 

Abolition  of  the  Labor  Board  was  requested  because  in  the 
belief  of  the  association  that  "since  the  establishment  of  the 
board,  early  in  1920,  no  action  has  been  taken  which  has  re- 
sulted in  an  adjustment  of  railroad  operating  costs  which  would 
permit  of  a  reduction  in  the  costs  for  transportation  services  so 
extremely  vital  to  the  national  industrial  prosperity  and  com- 
munication." 

As  to  freight  rates,  the  association  said: 

Resolved,  That  the  members  of  the  American  Cotton  Manufac- 
turers' Association  in  convention  assembled  at  Washington,  D.  C-,  do 
hereby  heartily  recommend  the  efforts  which  President  Harding  is  re- 
ported to  be  making  to  secure  a  reduction  in  railway  freight  rates. 
The  members  of  the  American  Cotton  Manufacturers'  Association  be- 
lieve that  in  its  effect  upon  business,  the  cost  of  transportation  is  a 
profoundly  important  factor,  and  that  freight  rates  which  will  give 
those  who  live  in  the  remoter  and  less  densely  populated  sections 
of  the  country  an  opportunity  more  nearly  equal  to  that  which  is 
enjoyed  by  the  farmers  and  manufacturers  who  are  nearer  the  great 
consuming  centers  and  outposts  of  America  will  immensely  strengthen 
the  whole  economic  structure  of  the  country. 

The  members  of  the  American  Cotton  Manufacturers'  Associa- 
tion submit  that  the  present  system,  which  penalizes  those  pioneers  of 
the  agriculture  and  industry  who  are  trying  to  develop  the  remoter 
regions  and  states  of  the  Union  by  freight  rates  that  sometimes  exceed 
the  value  of  their  products,  is  unfair,  and  that  its  effect  is  to  re- 
strict enterprise  and  create  congestion  and  unrest  in  cities  and  regions 
that  are  already  over-populated. 

Lawrence  D.  Tyson,  president  of  the  association,  in  an  ad- 
dress to  the  convention  of  the  association,  said  railroad  labor 
was  still  about  the  highest  paid  labor  in  the  country.  His  view 
was  that  until  the  wages  of  railway  employes  were  brought 
down  to  a  level  approaching  that  in  other  industries,  strikes 
might  be  expected  in  those  industries.  He  said  because  the 
wages  of  railroad  workers  were  fixed  by  a  governmental  body 
workers  in  other  industries  looked  on  those  wages  as  the  stand- 
ard. He  urged  regulation  of  railroad  rates  and  wages  by  one 
body. 


SOUTHERN  PINE  REDUCTONS 

Reductions  in  freight  rates  on  southern  pine  lumber,  rang- 
ing from  one  to  four  cents  a  hundred  pounds  to  various  consum- 
ing territories,  were  granted  by  the  Commission  in  its  decision 
in  the  general  rate  inquiry,  says  A.  G.  T.  Moore,  traffic  manager 
of  the  Southern  Pine  Association. 

"The  decision  just  announced  by  the  Commission,"  said  he, 
"means  that  southern  pine,  effective  July  1,  gets  the  reductions 
which  have  heretofore  been  awarded  to  hardwoods.  Already, 
hrough  negotiations  with  the  carriers,  these  hardwood  reduc- 
tions, granted  last  February,  have  been  made  effective  on  south- 
ern pine  to  the  middle  west  and  north  of  the  Ohio  River,  as  far 
east  as  the  so-called  Buffalo-Pittsburgh  group. 

"We  had  been  unable,  through  negotiations  with  the  car- 
riers, to  prevail  on  them  to  grant  to  southern  pine  the  hardwood 
reductions  to  Buffalo-Pittsburgh  group  and  east  thereof,  includ- 
ing New  England,  but  the  Commission's  decision  orders  these 
reductions  to  the  eastern  points. 

"The  reductions  in  rates  on  southern  pine  range  from  one  to 
four  cents  a  hundred  pounds  to  the  various  consuming  ter- 
ritories." 

7 

CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  surplus  of  freight  cars  in  good  order  in 
the  period  May  J5-23  was  329,634  as  compared  with  343,689  in 
the  preceding  period,  according  to  the  weekly  report  of  the 
A.  R.  A.  The  average  daily  shortage  was  774  cars,  made  up  of 
523  box,  173  flat,  66  coal,  10  refrigerator  and  2  miscellaneous  cars. 
The  surplus  was  made  up  as  follows:  Box,  73,977;  ven- 
tilated box,  3,88fi;  auto  and  furniture,  1,671;  total  box,  79,534; 
flat,  5,352;  gondola,  102,211;  hopper,  106,480;  total,  all  coal, 
208,691;  coke,  5,416;  S.  D.  stock,  14,220;  D.  D.  stock,  1,456;  re- 
frigerator, 8,744;  tank,  507;  miscellaneous,  5,684. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Court* 

(Dia««l  takeu  from  Reporter*  «nd  Digest!  of  National    Reporter 

System  published  by  West  Publishing  Co..  St.  Paul.  Minn 

Copynght  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Where  Wheat  Wa*  Consigned  Under  Shipper's  Order  Bill  of 
Lading,  with  Draft  Attached,  Held  Title  Passed  on  Payment 
of  Draft;  Seller  Suing  for  Loss  of  Wheat  Shipped  Held  Not 
Real  Party  in  Interest: 

(Supreme  Court  of  Kansas.)  Plaintiff  loaded  a  car  of  wheat 
at  Wllsey  under  a  "shipper's  order  bill  of  lading"  consigned  to 
plaintiff  at  Sallna,  "notify  the  Hutchlnson  drain  Company."  and 
drew  a  draft  of  $3.000  on  the  purchaser,  indorsed  It  In  blank, 
attached  It  to  the  bill  of  lading,  deposited  tin-  draft  in  the  bank 
and  received  credit  for  the  amount.  the  draft  having  been  paid 
by  the  purchaser.  When  the  car  arrived  at  Salina  It  was 
weighed  and  found  to  contain  27.f>7»  pounds  less  than  the  amount 
loaded.  Retaining  the  $3.0oo.  the  shippc:  •  railway  com- 

pany to  recover  for  the  Ions  of  the  wheat.     Meld,  that  title  passed 
to  the  purchaser  upon  the  payment  of  tin- 
Railway  Co.,  1o6  Kan.  95.  186   Par.  1005.  on  rehearing  affirmed. 
107  Kan.  17.  190   I  and.  the  plaintiff  not  being  tin-  real 

party   in   Interest.  a  demurrer  to  the   e\idence  was   rightly  sus- 
tained.    Farmers'  Union  *  Co.-Op.  Assn.  VH.  Payne,  Agent 
Pac.  Rep.   1035. 

Limitation  in  Bill  of  Lading  of  Tim*  for  Giving  Notice,  Filing 
Claim,  and  Commencing  Suit  for  Loss  or  Damage,  Held 
Bar  to  Recovery,  Except  for  Negligence  Through  Delay  or 
in  Loading  or  Unloading  or  in  Transit: 

(Cirrult  Court  of  Appeals.  First  Circuit.)  Act  March  4. 
1915.  c.  ITS.  sec.  1  (Comp.  St..  sec.  M04a).  requires  a  ca' 
to  issue  bills  of  lading,  makes  It  liable  to  the  lawful  holder 
thereof  for  any  loss,  damage  or  Injury  to  the  property  caused 
by  It  or  by  any  common  carrier  to  which  the  property  may  bo 
delivered,  and  makes  It  unlawful  to  provide  by  rule,  contract. 
regulation,  or  otherwise  a  shorter  period  for  giving  notice  of 
claims  than  90  days,  and  for  the  filing  of  claims  of  a  shorter 
period  than  4  months,  and  for  the  Institution  of  suits  than  2 
years,  "provided,  however,  that  If  the  lonn.  damage,  or  Injury 
complained  of  was  due  to  delay  or  damage  while  being  loaded 
or  unloaded,  or  damaged  In  transit  by  carelessness  or  neg- 
ligence, then  no  notice  of  claim  nor  filing  of  claim  shall  he 
r.  quired  as  a  condition  precedent  to  recovery."  Held,  that, 
where  a  bill  of  lading  contained  limitation*  on  the  time  for 
giving  notice,  filing  of  claim,  and  commencement  of  suit,  all 
valid  under  the  statute,  a  failure  to  act  within  the  time  so 
•«  a  bar  to  recovery  against  the  carrier,  except  for  neg- 
ligence, either  through  delay  or  In  loading  or  unloading,  or  In 
Iran  v  Razor  Co.  vs.  Davis.  Director Ceneral 

of  Railroads.   .  S64. 

Burden     of    Proving     Negligence     in     Loss    of    Goods     Rests   on 

Plaintiff: 

Where  liability  of  a  carrier  for  loss  of  goods  depends  on 
Us  negli.  •  burden  of  proving  negligence  rests  on  plain- 

tiff, and  while  nondelivery,  without  excuse.  Is  at  common  law 
regarded  as  making  a  prfma  facfe  cane  01  negligence,  where  It 
appears  that  the  goods  were  stolen,  and  the  circumstances  at- 
tending the  theft  as  shown  do  not  authorize  an  Inference  of 
lack  of  reasonable  precaution,  plaintiff  must  go  forward  with  the 
evidence. —  Ibid. 

Provision  in  Transportation  Act.  Suspending  "Periods  of  Limi- 
tations" During  Federal  Control,  Does  Not  Apply  to  Con- 
tract Period: 

(Circuit  Court  .,i  Appeals.  Second  Circuit.)  The  expression 
"periods  of  limitation"  in  transportation 

206f.    providing   that    I  hi  .|   control   shall   not   be 

I  as  part  of  the  periods  of  limitation,  applies  to  limita- 
tions Ax>  or  state  statute,  in  view  of  *•••  -lion  ""fin. 
expressly  providing  that  causes  of  action  arising  out  of  federal 
rol  may  be  brought  wllhln  the  periods  of  limitation  pre- 
scribed  hy  ntate  or  federal  statutes,  and  of  section  438.  amend 
ing  the  provision  relating  to  contract  periods  of  limitation,  but 
making  t  !union  of  the  periods  of  lederal 
eontp.i  N.-W  York  Cent  H.  Co.  vs.  Ijunrus  et  al.,  278  Fed. 

Minimum  Period  of  Limitation  Permissible  in  Bill  of  Lading  Is 
Fixed  by  Contract,  and  Not  by  Statute: 

I  of  lading  established  the  period  of  I, imitation 
fur  Hie  commencement  of  action  against  •  .  r  at   the  mini- 

mum period  permitted  by  transportation  act  Feb.  2X.  i:i2»>.  sec. 
»3x.  the  limitation  was  nevertheless  fixed  by  contract,  and  not 
by  statute,  since  the  right  to  establish  such  period  wad  not 
given  by  the  statute  t,uf  was  merely  restricted  Hi.  r.  by.— Ibid. 


Contract  Held  Subject  to  Uniform  Bill  of  Lading,  Though  None 

Was   Issued: 

Where  an  interstate  carrier  had  on  file  two  tariffs,  one  for 
shipments  under  the  uniform  bill  of  lading,  and  the  other  fixing 
a  10  per  cent  higher  rate  for  shipments  subject  to  the  carrier's 
common  law  and  statutory  liability,  a  shipment  of  imported 
goods  on  which  the  freight  was  charged  at  the  former  rate  was 
subject  to  the  uniform  bill  of  lading  provisions,  though  no  bill 
of  lading  was  in  fact  issued. — Ibid. 
Suspension  of  Contractual  Period  of  Limitations  Would  Be 

Unconstitutional: 

Though  Congress  can  suspend  the  statute  of  limitations  as 
to  personal  debts,  without  depriving  a  debtor  of  his  property, 
because  such  period  did  not  become  a  part  of  the  contract,  a 
suspension  of  the  time  within  which  an  action  could  be  brought 
under  the  terms  of  the  contract  would  be  a  violation  of  Const. 
Amend.  5.— Ibid. 

CARRIAGE  OF  LIVE  STOCK 
Appellee    Entitled   to    Benefit   of   Every    Finding   and    Reasonable 

Inference  from    Facts   Shown: 

((Kansas  City  Court  of  Appeals.  Missouri.)  On  appeal  from 
a  judgment  for  plaintiff  in  an  action  tried  by  a  court,  where 
all  of  defendant's  declaration  of  law  except  its  demurrer  were 
granted,  plaintiff  is  entitled  to  the  benefit  of  every  finding  and 
reasonable  Inference  from  the  facts  shown.— Whlteside  vs.  Chi- 
cago. M.  &  St.  I'.  I  :;9  S.  W.  Rep.  150. 
Evidence  Held  Sufficient  to  Show  Shipment  Was  Through  Ship- 
ment, Rendering  Initial  Carrier  Liable  for  Negligence  of 

Connecting  Carriers: 

In  an  action  for  damages  to  an  interstate  shipment  of 
horses,  evidence  held  sufficient  to  justify  the  court's  finding  that 
the  shipment  was  understood  and  intended  to  be  a  through 
shipment,  so  that  the  Initial  carrier  was  liable  under  the  Car- 
mack  amendment  (!'  S.  Comp.  St.,  sec.  8604a,  8604aa)  for 
damage  caused  by  its  own  or  any  connecting  carrier's  negli- 
gence.— Ibid. 
Notice  of  Claim  for  Damages  to  Interstate  Shipment  in  Loading 

or   Unloading  or  in  Transit   Not   Required: 

Notice  of  a  claim  for  damages  to  an  interstate  shipment  is 
not   required,  where  the  loss  or  damage  complained  of  was  in- 
curred while  loading  or  unloading  or  in  transit  by  the  carrier's 
negligence. — Ibid. 
Answers  to  Cross-Interrogatories  Held  Inadmissible: 

(Court  of  Civil  Appeals  of  Texas.  Austin.)  In  an  action 
against  a  railway  company,  where  defendant  had  introduced 
portions  of  depositions  responsive  to  direct  interrogatories,  the 
court  properly  refused  to  permit  defendant  to  Introduce  In  evi- 
dence other  portions  of  the  depositions  in  response  to  cross- 
Interrogatories  by  plaintiffs,  relating  to  Information  sought  to 
be  elicited  in  an  unsucct  ssful  effort  to  impeach  the  weight  of 
tlie  testimony  of  such  witnesses,  objected  to  at  the  trial  on  the 
ground  that  such  •  .••!•  n.c  was  an  attempt  by  defendant  to 
bolster  up  the)  depositions  of  its  witnesses  previously  Introduced. 
Culf.  c  A  S  F.  Ry.  Co.  vs.  Mines  et  al.,  239  S.  W.  Rep.  244. 
Special  Issue  Held  to  Combine  Two  Issues,  but  Was  Not  Re- 
versible Error,  Where  Issues  Later  Separately  Submitted 

and  Answered: 

In  action  against  railway  for  damage  to  shipment  of  cattle, 
a  special  Issue,  answered  in  the  negative,  whether  the  shipment 
was  handled  with  a  reasonable  degree  of  care  and  within  a 
reasonable  time,  violated  Vernon's  Sayles'  Ann.  Civ.  St.  1914. 
art.  1984a.  In  joining  two  issues  in  one  question,  but  was  harm 
less  error,  where  the  Issues  of  negligent  handling  and  unrea- 
Je  delay  were,  by  other  Issues,  separately  submitted  and 

adversely  to  appellant   railway. — Ibid. 
Finding  Adverse  to  Appellant  Presumed  on  Issue  Not  Requested 

to  Be  Submitted: 

Where  no  charge  submitting  an   Issue   has   been  requested 
by  appellant.   It   Is   presumed   In   support   of  the  judgment   that 
ill.     trial    court    found    against    appellant    on    that    issue,    where 
tin  re  is  evidence  to  support  such  implied  finding.— Ibid. 
Usual    Time    in    Making    the    Run    Not    Necessary    Element    of 

Proof  of   Unreasonable   Delay   in   Stock   Shipment: 

In  an  action  against  a  railway  company  for  damage  to  a 
shipment  of  cattle,  evidence  of  the  distance  of  the  transporta- 
tlon.  the  actual  lime  consumed,  with  the  different  delays,  and 
testimony  by  one  plaintiff  that,  outside  of  Hie  time  lost  at  divi- 
sion points,  there  was  a  loss  of  at  least  30  hours  in  making  tho 
shipment,  at  sidings  and  way  stations,  was  sufficient  to  raise 
the  Issue  of  unreasonable  delay,  and  It  was  not  necessary  to 
show  the  ordinary  time  In  making  such  a  shipment.-  Ibid. 
Liability  of  Initial  Carrier  as  to  Loss  on  Interstate  Shipment 

Caused    by   the   Connecting    Carrier,    Held    Not   Changed    by 

Cummins  Amendment   Regardless  of   Limitation: 

The  liability  of  an  initial  carrier,  by  virtue  of  the  Carmack 
Amendment  (V.  S.  Comp  St..  sections  8fi04a,  8604 aa),  for  dam- 
age to  Interstate  shipment  sustained  on  lines  of  connecting  car- 
riers as  well  as  on  Its  own  line,  regardless  of  limitations  In 
the  contract  of  shipment.  Is  not  changed  by  the  Cummins  amend- 
ment ft'.  S  Comp  St.,  sec  Sfi(itii).  the  words  "when  transported 
on  a  through  bill  of  lading"  In  the  latter  act  being  Intended 
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to  qualify  only  the  words  in  Immediate  association  with  it,  that 
is,  the  case  of  property  passing  from  a  point  in  the  United 
States  to  a  point  in  an  adjacent  foreign  country,  and  not  a 
case  of  shipment  wholly  within  the  United  States,  so  that,  in 
the  case  of  ah  interstate  shipment,  It  is  immaterial,  as  respects 
such  liability,  what  the  form  of  contract  issued  by  the  carrier 
may  be,  or  whether  any  contract  at  all  be  issued. — Ibid. 
Contracts  for  Interstate  Shipment  of  Cattle  Held  "Through  Bills 
of  Lading"  Within  Cummins  Amendment  Making  Void  Limi- 
tation of  Liability: 

Contracts  issued  by  connecting  carriers  for  interstate  ship- 
nipnts  of  cattle  held  through  bills  of  lading  within  the  Cummins 
amendment,   making  void   clauses   therein   limiting   liability  for 
damage  caused   by   connecting  carrier. — Ibid. 
Report  of  Veterinary    Held    Inadmissible: 

In  action  for  damages  to  shipment  of  cattle,  the  written 
report  of  a  veterinary  who  examined  the  cattle,  which  report 
was  made  to  the  railway  company  alone,  and  was  objected  to,  as 
hearsay,  as  made  out  of  the  presence  of  plaintiffs,  and  as  an 
attempt  to  bolster  up  the  testimony  of  such  witness,  held  prop- 
erly excluded,  especially  where  the  witness  testified  fully  as  to 
his  examination  and  refreshed  his  memory  from  the  written 
report. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Railroad's  Action  to  Recover  Rebate  on  Freight  Charge  Held  an 

Action  for  "Recovery  of  Erroneous  Freight  Charges"  Within 

Statute  of  Limitations: 

(Supreme  Court  of  Louisiana.)  Railroad's  action  against 
shipper  to  recover  rebate  erroneously  allowed  as  the  cost  o£ 
loading  freight  held  an  action  for  "recovery  of  erroneous  freight 
charges"  within  act  No.  223  of  1914,  requiring  such  action  to 
be  brought  within  2  years,  and  not  an  action  within  Civ.  Code, 
art.  3544,  requiring  actions  not  theretofore  mentioned  to  be 
brought  within  10  years. — Wight  vs.  Zemurray,  in  re  Lancaster 
et  al.,  91  Sou.  Rep.  301. 
Prescription;  Action  to  Recover  Amount  Erroneously  Paid  Not 

Subject  to    Prescription    Applicable   to    Supposed    Debt  that 

Was  Paid: 

Generally,  an  action  to  recover  an  amount  which  has  been 
paid  in  error  is  not  subject  to  the  prescription  that  would  b« 
applicable  to  the  supposed  debt  that  was  paid. — Ibid. 
Finding  of  Federal  Railroad  Labor  Board  Fixing  Wages  Properly 

Pleaded: 

(Supreme  Court  of  Mississippi,  Division  B.)  The  provisions- 
of  section  770,  Code  1906  (section  553,  Hemingway's  Code),  pro- 
viding that,  in  pleading  and  judgment,  or  other  determination 
of  a  court  or  officer  of  special  jurisdiction,  it  shall  not  be  neces- 
sary to  state  the  facts  conferring  jurisdiction,  but  such  judg- 
ment or  determination  may  be  stated  to  have  been  duly  given, 
and  the  facts  conferring  jurisdiction  may  be  shown  at  the  trial, 
applies  to  a  finding  of  the  Railroad  Labor  Board  created  by 
the  act  of  Congress  of  February  28,  1920,  commonly  known  as 
the  transportation  act  of  1920.  The  declaration  in  this  case 
had  to  comply  with  this  section  of  the  Mississippi  Code.— Rhodes 
vs.  New  Orleans  Great  Northern  R.  Co.,  91  Sou.  Rep.  281. 
Acceptance  of  Part  Wages  Fixed  by  Labor  Board  Does  Not 

Waive    Balance    or    Work    Estoppel;    Waiver    and    Estoppel 

Must  Be  Pleaded: 

The  acceptance  of  a  part  of  the  wages  fixed  by  (he  Railroad 
Labor  Board  for  a  given  period  does  not  per  se  waive  the  bal- 
ance, nor  does  it  operate  per  se  as  an  estoppel.     Estoppel  and 
waiver  must  be  raised  by  plea  as  a  general  issue. — Ibid. 
Federal  Railroad  Labor  Board  Order  Enforceable  in  State  Courts: 

The  finding  and  order  of  the  Railroad  Labor  Board  created 
under  the  transportation  act  of  1920  (41  Stat.  456)  as  to  wages 
when  established  in  accordance  with  that  act  have  the  effect  of 
an  arbitration  and  award,  and  create  an  obligation  that  may  be 
enforced  in  the  courts.  The  act  not  having  provided  a  court 
of  exclusive  jurisdiction,  the  right  may  be  enforced  in  the  state 
courts  as  other  money  obligations  or  contractual  rights,  service 
having  been  rendered  under  such  finding. — Ibid. 
Transportation  Act  Giving  Labor  Board  Power  to  Fix  Wages 

Valid: 

Congress  is  given  power  to  regulate  interstate  and  foreign 
commerce  in  broad  and  comprehensive  terms  in  the  Constitution 
of  the  United  States,  and  this  power  is  only  limited  by  other 
provisions  of  the  Constitution.  The  transportation  act  of  1920 
(41  Stat.  456),  giving  power  to  the  Railroad  Labor  Board,  under 
the  conditions  therein  provided,  to  fix  wages  of  employes  of  such 
carriers,  is  valid.  The  act  has  a  direct  relation  to  interstate 
commerce,  and  logically  tends  to  prevent  the  interruption  or 


suspension  of  commerce.     The  wages  fixed  by  the  Labor  Board 
are   temporary    in   their   nature,   and    do   not   unconstitutionally 
impair  the  right  to  contract. — Ibid. 
Order    Requiring     Express    Company    to    Furnish    Pick-Up    and 

Delivery  Service   Held    Reasonable: 

(Supreme  Court  of  South  Dakota.)  Where  the  evidence 
showed  that  an  express  company  furnished  pick-up  and  delivery 
service  to  places  in  the  same  city  as  petitioner  which  were  situ- 
ated further  from  appellee's  place  of  business  than  the  peti- 
tioner, and  which  did  not  furnish  as  much  business  as  petitioner, 
and  that  it  furnished  similar  services  to  several  of  plaintiff's 
competitors  in  other  cities,  though  they  were  situated  further 
from  its  offices  than  was  petitioner,  and  that  pick-up  and  de- 
livery service  within  reasonable  limits  was  included  in  the 
service  for  which  charge  was  made,  an  order  requiring  the 
company  to  furnish  pick-up  and  delivery  service  to  petitioner 
was  reasonable. — John  Morrell  &  Co.  vs.  American  Ry.  Express 
Co.  et  al.,  187  N.  W.  Rep.  724. 

Relegation   of   Authority  to   Determine   Limit   Within   Which    Ex- 
press Company   Shall    Furnish   Pick-up  and    Delivery   Service 

Valid: 

Rev.  Code.  1919,  section  9562,  authorizing  the  railroad  com- 
mission to  control  the  manner  of  conducting  the  express  busi- 
ness, is  not  invalid  as  a  delegation  of  legislative  power  in  so  far 
as  it  authorized  the  commission  to  determine  the  limits  within 
which  the  express  company  shall  furnish  pick-up  and  delivery 
service,  since  the  determination  of  what  would  be  reasonable 
limits  in  each  case  is  a  question  the  legislature  could  not  settle. 
—Ibid. 
Requiring  Carrier  to  Furnish  Service  Covered  by  Its  Rates  Does 

Not  Deny  Due  Process  of  Law: 

An  order  requiring  express  company  to  furnish  pick-up  and 
delivery  service  within  reasonable  limits  does  not  deprive  the 
company  of  its  property  without  due  process  of  law,  where  its 
charges  admittedly  were  intended  to  cover  such  services. — 
Ibid. 
Point  Stated  Without  Argument  Will  Not  Be  Considered  on 

Certiorari: 

A  contention  that  the  order  complained  of  is  in  conflict  with 
the  commerce  clause  of  the  federal  Constitution,  which  was 
merely  stated  without  argument  or  citation  of  authorities,  will 
not  be  considered  on  certiorari  to  review  an  order  of  the  rail- 
road commission. — Ibid. 
Order  Requiring  Pick-up  and  Delivery  Service  for  All  Shippers 

Similarly   Situated    Is   Not   Discrimination: 

An  order  of  the  railroad  commission  requiring  an  express 
company  to  furnish  pick-up  and  delivery  service  to  petitioner 
was  not  a  preference  in  favor  of  the  petitioner,  where  the 
order  on  its  face  required  the  same  service  to  be  furnished  to 
others  similarly  situated. — Ibid. 
United  States  Supreme  Court's  Decision  as  to  Right  of  States 

to   require    Railroad  to  Charge   Rate  Other  than  that   Fixed 

by  Order  of  Interstate  Commerce  Commission  for  Interstate 

Traffic  Held  Conclusive  on  State  Court: 

(Supreme  Court  of  Montana.)  The  decision  of  the  Supreme 
Court  of  the  United  States  as  to  the  right  of  the  state  to  re- 
quire railroads  to  charge  a  passenger  rate  other  than  that  fixed 
for  interstate  commerce  by  an  order  of  an  Interstate  Commerce 
Commission  is  conclusive  on  the  state  court.— State  ex  rel. 
Rankin.  Atty.-Gen.,  vs.  Northern  Pac.  Ry.  Co.  et  al.,  205  Pac. 
Rep.  959. 

Statute    Fixing    Maximum    Intrastate    Passenger   Rate    in    Excess 
.   of  that  Fixed  by  Order  of  Interstate  Commerce  Commission 

Held  Void: 

Rev.  Codes  1921,  sec.  6586,  prohibiting  railroads  from  charg- 
ing an  intrastate  passenger  rate  in  excess  of  three  cents  per 
mile,  held  invalid  in  view  of  order  of  Interstate  Commerce  Com- 
mission fixing  the  passenger  rate  at  three  and  six-tenths  cents 
per  mile. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 

System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 

i 

^ . — 

May    Award    Damages    Against    Consignee    Who    Accepts    Cargo 

from  Ship: 

(District  Court,  D.,  Maryland.)  Admiralty  may  award,  against 
a  consignee  who  accepts  cargo  from  a  ship,  damages  for  any 
wrongful  detention  of  it  irrespective  of  whether  the  respondent 
was  or  was  not  an  original  party  to  the  bill  of  lading  or  other 
contract  of  carriage.— French  Republic  vs.  Fahey  et  al.,  278 
Fed.  Rep.  947. 
On  Selling  Goods  and  Contracting  with  Ship  to  Load  Them 

on  Her  Bound  by  a  Maritime  Undertaking: 

One  who  sells  goods,  and  enters  into  a  contract  with  a  ship 
to  load  them  on  her,  becomes  bound  to  her  for  an  undertaking 
maritime  in  its  nature.— Ibid. 
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Held  Not  to  Have  Jurisdiction  in  Action  Against  Seller: 

Where  a  foreign  country  purchased  grain  f.  o.  b.  ship  Balti- 
more, and  notified  sellers  of  its  liability  fur  demurrage,  if  they 
did  not  load  a  ship  chartered  by  it  within  a  certain  time,  but 
the  sellers  never  at  any  time  made  any  agreement  with  the 
ship,  admiralty  had  no  jurisdiction  of  a  proceeding  against  the 
sellers  to  recover  the  demurrage  paid.— Ibid. 
Shipper  Held  Not  in  Default  When  Suit  Commenced: 

(Circuit  Court  of  Appeals,  Ninth  Circuit. )Vnder  a  contract 
for  the  shipment  of  6,200  tons  of  automobiles  and  parts,  under 
which  the  shipper  was  notified  that  the  vessel  would  be  ready 
for  loading  on  June  27,  and  that  loading  was  to  be  completed 
not  later  than  June  29,  where  the  shipper  on  Juno  27  had  4,650 
tons  in  San  Francisco  for  shipment,  and  which  were  actually 
conveyed  on  the  steamer,  and  had  freight  on  the  pier  with 
which  to  begin  loading,  but  the  vessel  could  not  possibly  have 
loaded  any  cargo  on  the  27th,  28th  or  29th.  there  was  no  actual 
breach  of  the  contract  by  the  shipper  when  suit  was  commenced 
on  June  27.— W.  R.  Grace  &  Co.  vs.  Ford  Motor  Co.  of  Canada, 
IJmited.  et  al..  278  Fed.  Rep.  955. 
Correspondence  Held  Not  to  Show  "June  Loading"  Did  Not 

Mean  Loading  Before  the  End  of  the  Month  of  June: 

I'nder  a  shipping  contract  providing  for  "June  Loading." 
correspondence  between  the  parties  held  not  to  show  that  the 
quoted  term  was  not  intended  to  mean  a  loading  before  the 
expiration  of  the  month  of  June,  but  only  a  loading  as  soon  as 
was  feasible  or  convenient  after  the  expected  return  of  the 
steamer  from  a  voyage. — Ibid. 
Notice  that  Full  Cargo  Contracted  for  Would  Not  Be  Furnished 

Held   Not  Anticipatory   Breach: 

t'nder  a  contract  for  the  shipment  of  6,200  tons  of  automo- 
biles and  parts,  a  letter  from  the  shipper,  stating  that  4.075 
tons  was  Its  entire  cargo,  and-  announcing  its  purpose  to  with- 
hold loading  thereof  If  the  owner  of  the  vessel  Intended  to  hold 
it  for  freight  on  €.200  tons,  was  not  a  renunciation  of  the  con- 
tract or  the  expression  of  a  purpose  to  breach  It,  and  where 
the  owner  in  reply  stood  strictly  on  the  contract,  and  stated 
that  It  was  ready  to  perform  and  accept  such  quantity  as  might 
be  delivered,  and  that  It  would  hold  the  shipper  responsible,  a 
suit  could  not  be  maintained  as  for  an  anticipatory  breach 
Ibid. 
Leave  to  Amend  Not  Granted,  When  There  Is  No  Suggestion 

that  Any  Other  Evidence  Could  Be  Adopted: 

\V!M  !••  no  actual  or  anticipatory  breach  of  a  contract  of 
shipment  had  occurred  when  suit  was  brought,  and  it  did  not 
appear  that  the  owner  of  the  vessel  by  which  the  goods  « 

••••  shipped  had  a  cause  of  action  for  breach  of  the  contract 
at  any  tiiur.  and  there  Is  no  suggestion  that  other  evidence  on 
ih>-  merits  may  be  adduced,  permission  to  amend  the  pleadings 
on  the  theory  that  the  suit  was  prematurely  brought  will  not 
be  granted.— Ibid. 
Regulations  for  Protection  of  Life  and  Property  Apply  More 

Strongly  to  Boat  Which  Is  Where  It  Can  Be  Inspected  Every 

Day: 

(Circuit  Court  of  Appeals.  Fourth  Circuit.)  Where  a  steam- 
ship running  between  Baltimore  and  Norfolk  was  practically  a 
ferryboat,  and  was  In  one  of  such  ports  every  day,  being  absent 
only  at  night,  and  hence  was  where  it  could  be  dally  under 
Inspection  of  the  owner,  all  regulations  intended  for  the  pro- 
tection of  human  life  and  property  apply  more  strongly  the 
than  to  a  boat  whose  stay  In  port  Is  only  such  as  may  be  after 
the  termination  of  a  voyage  of  more  or  less  duration. — Mines. 
Director-General  of  Railroads,  et  al.  vs.  Butler  et  al..  278  Fed. 
Rep.  877. 
Owner  Not  Immune  from  Liability  for  Fire,  Where  Facts  Showed 

Conditions    Long    Existing    and    Which     Should    Have    Been 

Provided  Against: 

Where  there  was  such  an  entire  absence  of  due  prepared- 
ness snd  precautions  to  meet  contingencies  of  Are  on  board  a 
steamship,  as  well  as  such  a  total  breakdown  of  discipline  as 
to  show  that  they  were  the  inevitable  and  natural  results  of 
conditions  long  existing,  which  It  was  the  duty  of  the  owner 
to  take  proper  measures  to  provide  against,  the  owner  was 
not  exempt  from  liability  undei  sec.  4283  (Cnmp.  St.. 

sec.  8020).  exempting  the  owner  of  any  vessel  from  liability  for 
fire,   unless   caused   by   his   design  or   neglect. — Ibid. 
Owner  Entitled  to  Limit   Liability  for  Damage  to  Property  from 

Fire  Caused   by    His   Neglect,   Where   Without   Privity: 

Although  an  owner  of  a  steamship  Is  liable  for  damages 
from  ftre  under  Rev.  St..  sec.  4282  (Comp.  St..  nee.  Rn2»).  be- 
cause of  his  negligence,  he  is  entitled  to  limit  his  liability  for 

"lestnirHon  of  goods  or  merchandise  to  the  amount   of  the 
value  of  the  vessel  and    her  freight  then   pending  under  section 
42*3   (section   8»21).  where   the  loss  and   damage,  occurred   with- 
oijf    his    privity    or    knowledge.     Ihld 
Owner  Not  Entitled  to  Limit  Liability  for  Damage  to  Passengers 

from  Fire: 

passed  to  provide  for  the  better  security 

of  life  on  board  steam  vessels,  and  embracing  Rev.  Sf  ,  sec. 
4493  (Comp  St.  82(59).  making  vessels  and  their  owners  liable 
for  the  full  amount  of  damage  sustained  by  any  passenger  from 


fire  happening  through  any  neglect  or  failure  to  comply  with 
the  provisions  of  that  title,  etc.,  makes  exceptions  in  favor  of 
passengers  to  the  general  rule  of  limitation  of  liability  con- 
tained in  sections  4282  and  4283  (Comp.  St.,  sec.  8020,  8021), 
and  the  owner  is  not  entitled  to  a  limitation  of  liability  for 
damages  sustained  by  passengers  from  fire,  when  due  to  his 
negligence.—  Ibid. 
Charter  Party  Held  Not  to  Guarantee  Capacity  of  Schooner: 

(Circuit  Court  of  Appeals,  Third  Circuit.)  Under  a  charter 
of  a  vessel  "estimated"  to  "carry  225  tons,  more  or  less,  but 
not  binding."  the  vessel  could  recover  the  full  sum  of  money 
mentioned  in  the  charter  party,  though  capacity  of  the  vessel 
was  only  125  tons,  there  being  no  guaranty  of  tonnage.  —  The 
Emily  S.  Malcolm.  South  Seas  Import  &  Export  Co.  vs.  Mal- 
colm et  al..  278  Fed.  Rep.  943. 
Contract  Construed  as  to  Date  of  Loading: 

(District  Court,  N.  D..  California,  First  Division.)  A  con- 
tract for  the  shipment  of  freight  by  a  specified  steamer  pro- 
viding for  "June  loading,"  and  that,  "when  vessel  is  closer  at 
hand,  will  advise  you  more  definitely  as  to  exact  loading  date," 
fixed  June  as  the  time  at  which  the  steamer  should  load  the 
cargo.—  W.  R.  Grace  vs.  Ford  Motor  Co.  of  Canada,  Limited, 
et  al.,  278  Fed.  Rep.  951. 
Vessel's  Owner  Could  Not  Arbitrarily  Fix  Date  for  Loading 

Cargo: 

1'nder  a  shipping  contract  providing  for  "June  loading"  and 
for  delivery  of  the  freight  alongside  the  steamer  as  fast  as  the 
vessel  could  load,  the  owner  of  the  vessel  could  not  arbitrarily 
fix  a  date  for  the  delivery  of  the  freight.  —  Ibid. 
No  Actual  Breach  by  Shipper,  Where  Vessel  Not  Ready  to  Load 

and  Part  of  Freight  on  Wharf: 

T'nder  a  shipping  contract  providing  for  delivery  of  the 
freight  alongside  the  steamer  as  fast  as  the  vessel  could  load, 
under  which  the  shipper  was  notified  that  delivery  of  freight 
was  to  begin  on  June  27  and  be  completed  by  June  29,  where 
the  vessel  was  not  in  a  condition  to  load  on  June  27,  and  a  part 
of  the  shipper's  freight  was  then  on  the  wharf  and  treated  by 
the  vessel's  owner  as  delivered  in  part  fulfillment  of  the  con- 
tract, there  was  no  actual  breach  of  the  contract  by  the  shipper 
before  the  filing  of  a  libel  on  June  27. 
Action  Will  Lie  for  Anticipatory  Breach  Before  Performance 

Due,  but   Not  if  Part  Performance   Accepted: 

While  an  action  may  be  maintained  for  a  breach  of  con- 
tract on  a  distinct  notification  by  one  of  the  parties  that  he  will 
not  perform  the  contract.  •  .  •  n  though  performance  be  not  then 
due,  the  party  aggrieved  hy  such  anticipatory  breach  may  not 
thereafter  accept  a  part  performance  under  the  contract,  and 
still  maintain  his  action  on  such  anticipatory  breach  before  per- 
formance is  due.  —  Ibid. 
No  Libel  for  Anticipatory  Breach,  Where  Libelant  Did  Not  Ac- 

cept  Repudiation   of  Contract,  but  Seized   Freight  on   Wharf 

as   Delivered   in   Part  Performance: 

Under  a  contract  for  the  shipment  of  6,200  tons  of  auto- 
mobiles and  parts  by  a  certain  steamer,  though  the  shipper 
notified  the  vessel's  owner  that  4,075  tons  was  all  that  could 
t»-  furnished,  and  that  this  would  not  be  furnished  If  the  owner 
attempted  to  hold  it  for  freight  on  the  whole  6,200  tons,  the 
vessel's  owner,  by  refusing  to  accept  this  as  a  repudiation  of 
the  contract,  and  by  filing  its  libel  against  freight  then  on  the 
pier,  elected  to  accept  such  freight  as  part  performance  of  the 
contract,  and  could  not  maintain  a  libel  as  for  an  anticipatory 
breach,  as  It  could  have  no  action  in  rem  against  the  freight 
on  the  pier,  unless  delivered  and  received  as  freight  under  the 
contract,  and  It  was  Immaterial  that  the  shipper  endavored  to 
have  this  freight  retaken  by  the  railroad  carrier  that  had  de- 
it.—  Ibid. 


SHIP  SUBSIDY  LEGISLATION 

Tht  Traffic  World   Washington  Bureau 

"Present  Indications  are  that  the  report  on  the  new  shipping 
bill  will  not  be  completed  and  presented  to  the  House  before  the 
middle  of  June,"  the  National  Merchant  Marine  Association  said 
in  a  statement  reviewing  the  situation  with  respect  to  the  ship 
subsidy  legislation.  "President  Harding  is  expected  to  press  for 
prompt  action  on  the  measure,  with  a  view  to  securing  its  pass- 
age by  the  end  of  the  month.  In  the  Senate,  however,  the  tariff 
bill  will  probably  have  the  right  of  way  for  at  least  the  next  two 
months,  and  If  the  House  passes  the  shipping  bill  as  expected, 
consideration  of  it  will  not  begin  in  the  Senate,  In  all  probability, 
before  August. 

"It  is  expected  that  a  minority  report  on  the  bill  will  be  pre- 
sented from  the  House  committee  on  merchant  marine  and  fish- 
eries and  that  this  will  be  prepared  by  Representatives  Davis 
of  Tennessee  and  Hardy  of  Texas,  who  have  been  outspoken  in 
opposition  to  the  measure  proposing  aid  for  the  American  mer- 
chant marine.  Mr.  Davis  voted  against  the  Shipping  Act  of  1920 
(the  Jones  Dill). 

"The  most  gratifying  feature  In  connection  with  the  hearings 
on  the  legislation  to  aid  shipping,  however,  has  been  the  fact 
that  support  of  the  bill,  Instead  of  being  confined  to  shipowners 
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and  others  directly  interested,  has  been  widespread,  the  witnesses 
testifying  at  the  hearings  and  those  submitting  statements  to 
the  Joint  congressional  committee  representing  practically  all 
branches  of  industry.  The  support  given  to  the  measure  by  the 
I pie  of  the  middle  west,  south  and  southwest  has  been  strik- 
ingly brought  out  by  witnesses  from  those  sections  and  by  reso- 
lutions and  statements  filed  on  behalf  of  business  associations  and 
commercial  firms.  A  notable  point  in  connection  with  this  sup- 
port is  that  there  has  not  been  placed  before  the  joint  congres- 
sional committee  any  evidence  of  action  hostile  to  the  bill  by  a 
single  commercial  organization  in  the  United  States,  while  nearly 
two  hundred  such  bodies  have  adopted  resolutions  in  favor  of 
the  adoption  of  the  legislation  proposed.  And,  instead  of  the 
majority  of  witnesses  representing  the  shipowners,  the  reverse 
has  been  the  case. 

"It  is  now  indicated  that  the  provisions  in  the  shipping  bill 
restricting  50  per  cent  of  the  immigration  into  the  United  States 
to  American  vessels  will  be  made  separate  legislation,  and  a  bill 
to  accomplish  this  has  been  introduced  in  the  House  by  Repre- 
sentative Cable  of  Ohio,  and  referred  to  the  committee  on  immi- 
gration. Another  change  in  the  pending  bill,  previously  an- 
nounced, is  that  the  provisions  for  a  naval  reserve  will  be  dropped 
and  dealt  with  in  another  bill.  There  will  probably  be  a  num- 
ber of  amendments  made  in  the  bill  before  it  is  reported  out  of 
the  House  committee,  but  the  basic  plan  for  subsidization  is  ex- 
pected to  be  retained  substantially  in  its  original  form." 

"More  than  a  score  of  national  organizations  and  nearly 
two  hundred  chambers  of  commerce  and  other  commercial  bodies 
are  now  on  record  in  favor  of  the  shipping  bill  pending  in  the 
House  committee  on  merchant  marine  and  fisheries,"  says  the 
National  Merchant  IVfarine  Association.  "The  endorsements 
show  that  the  interior  states  which,  in  past  years,  have  shown 
little  interest  in  development  of  the  American  merchant  marine, 
are  more  interested  in  the  present  measure  than  even  the  states 
on  the  Atlantic  and  Pacific  coasts. 

"Among  the  latest  organizations  to  endorse  the  legislation 
to  restore  the  American  flag  to  the  seas  are:  St  Louis  Chamber 
of  Commerce;  Minneapolis  Civic  and  Commerce  Association; 
Atlanta  Chamber  of  Commerce;  Duluth  Chamber  .of  Commerce; 
similar  bodies  in  Columbus,  Ga.,  Sioux  City,  Boone  and  Daven- 
port, Iowa;  Hastings  and  Fall  City,  Neb.,  and  the  commercial 
clubs  of  Curtis  Falls,  Minn.,  Hibbing,  Alexander  and  Virginia, 
Minn.  In  addition,  many  recent  endorsements  have  been  re- 
ceived from  Oregon,  South  Dakota,  Utah,  state  of  Washington 
and  California. 

"Tabulated,  the  resolutions  of  the  chambers  of  commerce, 
commercial  bodies,  etc.,  favoring  the  shipping  bill,  show:  New 
England  states,  13;  north  Atlantic  states,  14;  Pacific  coast 
states,  17;  southern  and  Gulf  states,  24;  middle  western 
states,  80. 

"An  analysis  of  these  figures  show  that  the  states  without 
seaboard  constitute  more  than  54  per  cent  of  the  total  favoring 
the  bill.  It  also  shows  that  the  southern  and  Gulf  states  in- 
dicate greater  interest  than  the  north  Atlantic  or  Pacific  coast 
states  which  have  direct  shipping  connections.  In  other  years, 
sentiment  in  favor  of  shipping  legislation  has  been  weakest  in 
the  states  where  it  is  now  the  strongest. 

"It  is  noteworthy  that  not  a  single  chamber  of  commerce 
or  organization  of  business  men  or  of  commercial  interests  is 
on  record  against  the  shipping  bill.  Only  eight  organizations 
are  on  record  as  unqualifiedly  opposed.  Six  of  these  are  labor 
bodies.  The  other  two  are  the  smaller  farm  bodies,  the  largest, 
the  American  Farm  Bureau  Federation,  being  on  record  in  its 
favor  and  having  sent  its  president,  J.  R.  Howard,  before  the 
Senate  and  House  committees  to  urge  immediate  passage  of  the 
measure.  The  largest  opponent  is  the  American  Federation  of 
Labor  as  represented  by  its  executive  council,  although  many 
of  its  affiliated  bodies  are  strongly  in  favor  of  the  measure. 
Organizations  of  the  seafaring  trades  not  only  have  filed  reso- 
lutions with  the  committee,  but  also  sent  representatives  to 
Washington  to  urge  its  passage. 

"Also  incorporated  in  the  record  of  the  hearings  are  more 
than  one  hundred  editorials  from  widely  scattered  papers. 
Nearly  all  of  them  favor  the  bill.  There  are  thirty-five  states 
in  this  list  and  papers  commenting  on  the  measure  are  the  lead- 
ing journals  in  those  states." 


SHIPPING    BOARD    LOSSES 

The  Traffic   World   Washington  Bureau 

Chairman  Lasker  of  the   Shipping  Board  has   made  public 
the  results  from  the  operation  of  vessels  for  the  month  of  April: 

The  total  expenses  Incurred  In  excess  of  income  from  vessel  ope- 
rations (including  overhead,  repairs,  insurance  and  lay-up  expenses) 
were  $2,977,246.72.  This  is  the  most  favorable  monthly  result  attained 
under  the  present  hoard  in  the  operation  of  U.  S.  Shipping  Board  vessels. 
The  corresponding  excess  of  expenses  over  Income  for  the  month  of 
March  was  $3,704,155.22,  or  a  reduction  in  the  month  of  April  of 
$726,908.50.  The  total  voyages  reDorted  for  March  were  188,  and  the 
total  voyages  reported  for  April  were  185— substantially  no  change. 

The  net  excess  of  outlay  over  Income  on  voyage  operations  for 
April  (excluding  overhead,  repairs  and  insurance)  was  $667,751.61,  as 
against  $1,019,860.00  for  the  month  of  March.  This  improvement  is 
due  to  an  increase  in  revenues  on  cargo  vessels  and  to  the  better 


results  obtained  in   the  operation  of  passenger  vessels,  which  for  the 
month  of  April   showed   an   excess   of   Income   over   outlay    (excluding 

.  ad,  repairs  ain!  insurance)  of  $64.853. 30. 

'  These  I'avnralilf  results  were  obtained  despite  a  decrease  in  tanker 
voyages.  Tanker  \,i\,-ine.s  in  .Mai-eh  were  :',!  ami  in  April  32,  and  the 
excess  in  ineimie  n\er  outlay  fur  April  was  $112,732.27  as  against 
SL'lio.xox.Ki  for  March. 

Cliai  ^  ceipts    for    the    month    of    April    were    $74,108.96    as 

against  $xx,i:::i.H:j  leu-  the  iniinth  of  March. 

A  rediietiun  ..I  s:::i."i.:;i  i.x"  was  accomplished  in  the  outlay  for 
repairs,  which  in  M areh  amounted  to  $1,313.299.88,  as  compared  with 
$917,985.01  for  the  month  of  April. 

Insurance  premiums  for  April  amounted  to  $372,127.54  as  against 
$391,565.84  for  the  month  of  March. 

The  lay-up  expenses  increased  from  $381,038.27  in  March  to  $433,- 
839.24  in  April. 

Salaries  ainl  wages  decreased,  amounting  in  March  to  $477,410.58, 
and  in  April  to  1465,116.98. 

Ueneral  expenses  decrease.!  from  $210,120.118  in  March  to  $194,535.30 
in  April. 

These  favorable  results  attained  for  the  month  of  April  were 
accomplished  with  hut  slight  increase  in  the  gross  revenues  received, 
the  gross  revenues  for  April  exceeding  March  by  only  $86.116.27;  and 
the  improvement  in  the  operating  results  as  compared  with  the 
previous  month  amounting  to  $726,908.50,  has  therefore  been  largely 
accomplished  by  the  operating  economies  instituted  and  the  conse- 
quent reduction  in  the  operating  expenses. 

Chairman  Lasker  in  making  public  the  above  statement  again 
emphasized  that  in  its  accounting  the  board  does  not  figure  capital 
charges  and  several  forms  of  insurance  which  the  board  carries  itself. 
These  omissions  are  in  line  with  established  government  practice.' 

The  chairman  strongly  feels  that  inability  to  include  proper  pro- 
portion for  capital  charges  in  monthly  statements  results  in  failure  to 
give  a  true  picture  of  the  losses  such  as  all  commercial  statements 
should  reflect.  Chairman  Lasker  said  that  the  board  is  still  covering 
all  routes,  so  that  American  shippers  can  ship  to  any  port  of  the 
world. 

In  making  public  this  report  Chairman  Lasker  stated  that  while 
the  cost  of  operations  for  April  was  the  lowest  for  any  month  in 
almost  two  years  (and  has  constantly  declined  since  the  present 
administration  has  taken  hold)  he  did  not  desire  the  impression  to  be 
conveyed  that  this  low  figure  could  be  consistently  maintained 
throughout  the  year,  inasmuch  as  April  is  one  of  the  best  months  of 
the  year  in  world  shipping. 


ST.  LAWRENCE  CANAL  TREATY 

The  Traffic   World   Washington  Bureau 

The  Secretary  of  State  has  sent  to  the  British  ambassador 
a  note  stating  that  the  United  States  government  would  be  glad 
to  take  up  with  the  Canadian  government  the  negotiation  of  a 
treaty  looking  to  the  deepening  of  the  waterways  which  would 
enable  ocean-going  ships  to  reach  the  Great  Lakes. 

The  note  to  the  British  ambassador  referred  to  the  fact 
that  on  January  21,  1920,  the  governments  of  the  United  States 
and  Canada  referred  to  the  International  Joint  Commission  for 
investigation  and  report,  under  the  terms  of  Article  IX  of  the 
treaty  of  January  11,  1909,  relating  to  boundary  waters,  ques- 
tions with  respect  to  the  improvement  of  the  St.  Lawrence  River 
between  Lake  Ontario  and  Montreal,  both  for  navigation  and 
the  development  of  water  power.  This  commission  reported  on 
December  19,  1921. 

The  Secretary  of  State  said  he  was  authorized  to  state  that 
the  President  favored  the  negotiation  of  a  treaty  on  the  basis 
of  this  report  of  the  International  Joint  Commission,  or  such 
modifications  as  might  be  agreed  on,  and  requested  to  be  in- 
formed as  to  whether  the  appropriate  British  and  Canadian 
authorities  are  disposed  to  undertake  the  negotiation  of  a  treaty. 

The  department  understands  that  this  note  has  been  for- 
warded to  the  Canadian  government. 

The  Canadian  government  let  it  be  known  this  week  that  it 
does  not  regard  the  present  as  an  opportune  time  to  negotiate  a 
treaty  looking  to  the  improvement  of  the  Great  Lakes-St.  Law- 
rence waterway  as  has  been  suggested  by  President  Harding 
through  Secretary  Hughes. 

Senator  Calder  of  New  York  expressed  himself  as  pleased 
when  informed  that  Premier  McKenzie  King  had  said  that  the 
present  was  not  an  opportune  time  to  negotiate  a  treaty.  He 
stated  his  belief  that  this  means  nothing  will  be  done  in  that 
direction  during  the  life  of  the  McKenzie  King  administration. 
The  senator  declared  that  the  Canadians  had  evidently  reached 
the  conclusion  that  the  scheme  was  impracticable  and  had  been 
influenced  largely  by  the  thought  that  they  must  have  complete 
control  of  their  own  waterways.  Partnership  agreements  be- 
tween nations  for  the  construction  or  improvement  of  waterways 
are  not  wise,  the  senator  said. 

"Evidently  the  agitation  against  the  project  in  this  country 
has  had  some  influence  on  official  Canada,"  said  Senator  Calder. 
"I  said  in  the  Senate  some  time  ago  that  we  should  not  commit 
our  taxpayers  to  a  big  expenditure  of  money  to  improve  a  water- 
way over  which  we  cannot  exercise  sovereignty.  I  understand 
that  many  Canadians  of  distinction  are  thinking  along  the  same 
lines.  They  believe  if  they  have  a  waterway  they  ought  to  con- 
trol it,  and  if  they  control  it,  they  ought  to  finance  it. 

"It  would  not  be  the  part  of  wisdom  to  adopt  a  policy  which 
might  cause  some  irritation  between  Canada  and  any  important 
section  of  the  United  States.  There  is  always  an  element  of 
danger  in  international  partnerships  which  involve  the  expendi- 
ture of  big  sums  of  money.  We  have  now  a  good  understanding 
with  Great  Britain  in  which,  of  course,  Canada  shares;  and  It 
is  not  costing  the  taxpayers  of  either  country  anything." 

Senator  Calder  said  the  United  States  should  develop  her 
waterways  and  improve  her  harbors  as  effectively  and  as  quickly 
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as  possible.  The  great  harbor  of  New  York  should  be  given 
early  and  generous  treatment  and  the  waterways  of  the  West 
and  South  should  be  taken  care  of  as  rapidly  as  they  are  demon- 
strated to  be  useful,  providing  the  money  Is  available.  He 
would  make  generous  provision  for  needed  Improvements  in 
Buffalo  and  other  towns  bordering  on  Lake  Brie,  he  said. 

"The  whole  St.  Lawrence  scheme  was  a  grave  mistake  re- 
sulting from  a  very  natural  desire  to  bring  the  Atlantic  nearer 
to  the  great  producing  sections  of  the  West."  said  the  senator. 
"That  this  could  not  successfully  be  accomplished  is  beginning 
to  be  admitted  by  Canada,  the  one  partner  in  the  movement  which 
could  possibly  receive  any  benefit  from  It." 

Official  announcement  was  made  at  the  State  Department 
of  receipt  of  notification  by  the  Canadian  government  that  It 
would  not  take  up  negotiations  for  the  formulation  of  a  St. 
Lawrence  canal  treaty  at  the  present  time.  The  Department  de- 
clined to  comment  on  the  possible  reasons  for  the  answer. 

It  is  understood,  however,  that  the  Canadian  premier  did 
not  wish  to  take  the  matter  up  now  because  of  the  political  situa- 
tion In  Canada.  There  is  a  division  of  opinion  in  Canada  rela- 

tri  the  proposed  canal,  the  port  of  Montreal  being  opposed, 
it  Is  understood,  on  the  ground  that  it  would  become  a  way  sta- 
tion if  the  waterway  from  the  Great  Lakes  were  made  navigable 
for  ocean-going  vessels. 

It  is  believed  here  that  the  action  of  the  Canadian  govern- 
ment will  cause  the  matter  to  be  dropped  for  the  time  being,  but 
that  efforts  to  revive  the  question  of  negotiating  a  treaty  may 
be  made  in  the  fall. 

TO  REPEAL  SECTION  28 

Tie   Tnfc    World   H'aikiufto*  Bureau 

Senator  Capper,  of  Kansas,  has  Introduced  a  hill  (S.  3654) 
in  repeal  section  28  of  the  Jones  merchant  marine  act.  This  Is 
the  section  on  which  the  Shipping  Board  l«  now  holding  hear- 
ing! In  various  parts  of  the  country.  It  i«  believed  that  it  will 
at  least  be  modified  by  a  provision  to  be  inserted  In  the  ship 
subsidy  bill  so  that  In  case*  where  the  board  and  the  Interstate 

.raerce  Commission  conclude  that  a  particular  port  would  be 
Injured  by  application  of  the  section  to  the  traffic  moving  in 
and  out  of  the  port,  it  could  be  suspended  as  to  that  port. 


RECEIPT  CLAUSE  ON  EXPORT  BILL 

Tin  Tnfe   World   Wuknfto*  Bureau 

The  rail  carriers  In  eastern  and  western  territory,  respond- 
ents In  the  export  bill  of  lading  case.  No.  4844.  have  asked  the 
Commission  to  modify  Its  order  In  that  case  entered  October  21. 
1921.  as  subsequently  modified  March  7.  1922.  aa  to  the  receipt 
clause  on  the  export  bill  of  lading. 

The  present  receipt  clause  on  the  face  of  the  bill  reads  as 
follows : 

Received,  subject  to  the  classifications  and  tariff*  In  effect  on 
the  date  of  the  ls*ue  of  this  bill  of  lading,  at  •  •  • 

The  carriers  propose  to  substitute  the  words  "receipt  of 
the  property  described  In"  for  the  words  "Issue  of."  The 
language  of  the  receipt  clause  of  the  bill  prescribed  by  the 

mission  the  carriers  contend  is  not  adapted  to  an  export 
bill  of  lading  issued  In  exchange  for  another  bill  of  ladin* — 
a  common  practice — since  It  purports  to  Indicate  that  the  clas- 
sifications and  tariffs  which  govern  the  shipment  are  those  In 
effect  on  the  date  of  the  Issue  of  the  bill  nf  lading,  whereas, 
under  the  law.  the  shipment  would  be  subject  to  the  classifica- 
tions and  tariffs  In  effect  on  the  day  It  Is  delivered  to  the  Initial 
carrier  nt  the  first  point  of  shipment. 

In  order  to  avoid  confusion  as  to  the  classification*  and 
tariffs  which  will  be  applicable  to  export  shipments,  and  In  order 
to  promote  certainty  as  to  the  terms  of  commercial  transactions. 
the  carriers  say,  the  proposed  change  is  necessary.  They  say 
It  will  not  cause  any  disadvantage  to  shippers,  but.  on  the  con- 
trary, would  be  as  much  In  the  Interest  of  shippers  as  of  the 
carriers. 


ARGENTINE  BILL  OF  LADING  CASE 

The   Traffic   World   Washington  Bureau 

A.  J.  Wolfe,  chief  of  the  division  of  commercial  law  of  the 
Department  of  Commerce,  commenting  on  a  cable  from  Edward 
F.  Feely,  commercial  attache  at  Buenos  Aires,  announcing  that 
a  ruling  had  been  laid  down  by  the  Supreme  Court  of  the  Ar- 
gentine Republic  declaring  null  and  void  all  clauses  in  bills  of 
lading  providing  for  Jurisdiction  other  than  that  of  the  Argen- 
tine courts  in  relation  to  bills  of  lading  for  shipments  origin- 
ating abroad  and  destined  to  the  Argentine  Republic,  said: 

This  is  entirely  in  line  with  court  decisions  in  the  United  States, 
which  have  declared  invalid  attempts  in  bills  of  lading  to  evade  the 
provision  of  the  Harter  act  as  applying  to  shipments  of  goods  to  the 
Unite  it  St 

Mr.  Keely  now  submits  the  full  text  of  the  court  decision,  from 
which  It  appears  that  It  "red  in  the  case  of  C.  I.ucke  &  Co. 

la  firm  In  Argentina)  vs.  tin-  Hamburg-South  American  Steamship  Co. 
The  action  was  brought  to  recover  damages  for  non-fulfillment  of  a 
freight  contract.  Clause  18  In  the  bill  of  lading  relating  to  the  ship- 
in-  nt  provided  as  follows: 

All  suits  shall  he  decided  in  accordance  with  German  laws  and  In 
urts  of  llainliuiK.  liermany.  only. 

The  case  hinged  upon  the  delicate  question  of  jurisdiction. 

In  conclusion,  the  court  said: 

The   emu:  islon    that   clause   18  of  the   contract 

irt  no  The  Jurisdiction  of  Argentine  courts  to  hear  and 

,  :   this  contract   is  undeniable,  and  it  may 

not  .ted    by    the    parlies    thereto    at    will.      The   said    clause 

'    !  absolutely  null  and  void,  the  following  decision  Is 

In  order,   in  accordance  with  the  provisions  of  article  1047  of  the  Civil 

That    the    pi-  n    hroiiKht    l.>    c.    l.ucke   &    Co.    against 

utic-Si.iith  American  Stea  is  within  the  jurisdlctn.ii 

.\igentlnn   to  be   heard    and    decided    thereby. 

since  clause  IS  of  tl  declared  to  be  absolutely  null 

and  void. 


RATES  TO  MEET  WATER  COMPETITION 

The   Traffic   World   Washington  Bureau 

Arguments  on  the  1922  transcontinental  cases  and  I.  and  S. 
No  1511,  reduced  rates  from  New  York  piers,  were  begun  June 
1  and  continued  for  three  days.  They  arose  on  the  application 
of  the  transcontinental  carriers  for  permission  to  disregard  tin- 
fourth  section,  to  a  greater  extent  than  at  present.  In  the  making 
of  rates  up  and  down  the  Pacific  coast  and  overland,  to  meet 
what  they  assert  Is  the  revived  and  vigorous  water  competition. 
Their  contention  was  that  the  revival  of  the  competition  cre- 
ated a  special  case  under  which  the  law  authorized  the  Com- 
mission to  grant  some  of  the  relief  taken  from  them  when  the 
competition  through  the  canal  disappeared  through  the  disap- 
pearance of  the  ships  Into  the  more  profitable  trans-oceanic 
traffic  during  and  Immediately  after  the  war. 

The  Commission,  on   account   of   the   varying   Interests,  al- 
tti'd  three  days  tp  thenriscusslon  of  the  rtvlYfif1  r"?     The 


; 
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rst  aay  was  given  over  to  the  carriers  and  John  E.  Benton, 
the  latter  speaking  for  the  commissions  of  Montana,  Nevada, 
rtah.  Arizona  and  New  Mexico.  H.  A.  Scandrett  opened  the 
discussion  and  was  followed  by  B.  W.  Scandrett  and  Mr.  Benton. 
Those  to  whom  time  was  allotted  and  the  Interests  for 
which  they  were  speaking  were  as  follows:  H.  A.  Scandrett, 

:  \v  Scandrett  and  F.  H.  Wood,  the  carriers;  Seth  Mann,  San 
Francisco  Chamber  of  Commerce;  S.  J.  Wettrlck,  Seattle;  J. 
N.  Teal.  Portland;  Jay  W.  McCune,  Tacoma  Commercial  Club; 
T.  M.  Burgess.  Jones  &  Laughlin  et  al.;  L.  M.  Walter.  Inland 
Steel  Company  et  al.:  E.  A.  I>?vlelle.  Chicago  Piano  Manufac- 
turers' Association;  K.  K.  Gartner,  inter-mountain  Interests; 
Harry  Dickinson.  Denver  Coiinne, , •,.  Association;  T.  M.  Hill, 
iio.  Calif.;  and  Frank  I  ..vim.  Luckenbach  Steamship  Com- 
ruu»y  et  al.  Messrs.  Walter  and  Wood  were  given  time  for 
dlxcusslng  I.  and  S.  No.  1511. 


BARGE  LINE  RATES 


THROUGH  EXPORT  BILLS  OF  LADING 

An  announcement  hy  the  Chicago  Shippers  Conference  As- 
sociation says  the  following  information  has  been  compiled  by  Its 
export  and  impor 

>roprt»»»  nearly  all  steam- 
•  HUM  operating  is.  has  Instructed  all 

KnrxN   d«-liv 

without  mtmr  hill  of  la.  event  th*  ir  rlers 

iMtir  thr<  r  IxdlnR  on  straight  cnnslgntnosi^^^^Hts.    In  the 

m  trad*   It   sterns  to  be  an  accept.  !•   K" 

'  lading.    The  n<-»   thrrniKh  strnlrht   •        .rl  •  llnK 

lp|iv**ry  «>'  •  'rtnK   the 

j    th.it    tl.i- 
••••  deliveries  ha 

of  lading.  »nd  lat<-r  (he  hill  of  lading;  tin*  U-en  j.re- 

fr,-  .ndln«  the  good.       The    lawn   of    foreign 

•  iipwt  at  variance  with  ours   r-  '.ills 

-  frrrn  to  r  n,  10  their  leunl  stnnd- 

Inr  under   •)  •  .re  are   insisting  that  all  ship- 

ments be   forwarded  nn   the   "order— notify"   form. 


Tk,  Traffic  World  Washington  Bureau 

retary  of  War  Weeks  has  advised  Edward  F.  Coltra.  of 
St.  Ix>ulH.  Democratic  national  commltteeman  from  Missouri, 
who  bought  four  towboats  and  nineteen  barges  from  the  gov- 
ernment under  the  administration  of  former  Secretary  Baker 
on  a  long-time  contract,  that  hr  may  transport  the  following 
articles  from  port  to  port  on  the  Mississippi  River  or  its  tribu- 
taries at  not  less  than  80  per  cent  of  the  all-rail  rates: 

Liquids    In    bulk.    Including   liquid    asphalt    or   road   oil.    In    drums: 
lumber,    sulphur,    tic*,   cement,   snlt.    surid,    gravel,    crushed    rock; 
nnrl    Kr.iin    over    and    above    the    capacity    of    the    Mississippi-Warrior 
Service  to  handle  such  commodity. 

The  War  Department,  through  the  Inland  and  coastwise  water- 
ways service,  retains  control  over  the  rates  charged  by  Mr. 
(loltra  because  It  reserved  that  right  under  the  contract  under 
which  the  equipment  was  sold. 

The  litter  from  Secretary  Weeks  to  Mr.  Coltra  Indicates 
that  the  War  Mi-part nu-nt  will  keep  close  watch  to  see  that  Mr. 
(loltra  does  not  move  (raffle  at  rates  less  than  80  per  cent  of  all- 
rail  rates.  The  letter,  after  setting  forth  the  list  of  commodi- 
ties above.  Is  as  follows: 

Due  to  the   conditions   limiting  the   amount  of  grain   which   may 
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be  handled  through  New  Orleans,  and  due  to  the  limited  elevator 
capacity  at  Cairo  and  St.  Louis,  you  will  be  required  to  obtain  from 
Mr.  Theodore  Brent,  Federal  Manager,  Mississippi-Warrior  River 
Service,  or  his  representative  In  St.  Louis,  Mr.  J.  P.  Higglns,  the 
amount  of  grain  you  may  carry  and  specific  dates  upon  which  you  can 

*f  The  'officials  of  the  Inland  and  Coastwise  Waterways  Service,  and 
the  Mississippi-Section,  have  been  Instructed  to  cooperate  with  you 
to  the  fullest  extent  in  making  the  ope  ration  of  your  fleet  a  success; 
the  only  limitation  being  that  you  shall  not  engage  in  such  competi- 
tion with  them  as  to  stifle  the  success  of  the  Mississippi  River  Service. 
You  will  realize  the  necessity  of  the  restrictions  put  upon  you  in  the 
movement  of  grain  but  the  other  commodities  offered  you  for  trans- 
portation exceed  all  the  claims  you  have  heretofore  advanced  con- 
cerning contracts  entered  Into  by  you  for  the  transportation  of  any 
commodities. 

Any  further  requests  for  modification  of  these  restrictions  should 
be  addressed  by  you  to  the  Inland  and  Coastwise  Waterways  Service, 
Washington.  D.  C.,  for  their  consideration  and  presentation  to  me  with 
their  recommendation. 

Further,  I  assure  you  that  if  you  decide  to  operate  any  or  all  of 
your  boats  on  the  Upper  Mississippi,  you  are  authorized  to  carry  any 
and  all  commodities  at  not  less  than  80  per  cent  of  the  prevailing  all 
rail  tariffs,  between  St.  Louis  and  St.  Paul,  and  you  will  meet  with 
the  heartiest  cooperation  of  the  officials  of  the  Inland  and  Coastwise 
Waterways  Service  and  the  Mississippi  River  Section,  in  making  such 
an  operation  a  success. 

A  copy  of  this  letter  has  been  furnished  to  the  Inland  and  Coast- 
wise Waterways  Service.  Mr.  Theodore  Brent,  Federal  Manager  of 
the  Mississippi-Warrior  River  Service,  and  the  Engineer  Officer  at  St. 
Louis,  Mo.,  the  latter  of  whom  will  be  charged  with  your  compliance 
with  the  terms  of  the  contract. 

Once  specific  authority  has  been  granted  you  to  carry  certain  com- 
modities at  80  per  cent  of  all  rail  rates,  such  as  is  herein  contained, 
the  District  Engineer  at  St.  Louis  will  also  be  charged  with  the  duty 
of  seeing  that  such  limitations  are  respected  by  you. 


board's  approval  into  effect,  when  and  if  funds  become  available 
for  the  purpose. 

CURRENT    AMERICAN    SHIPBUILDING 
On  May  1,  1922,  American  shipyards  were  building  or  under 
contract   to   build   for   private   shipowners   147    steel   vessels   of 
220,727   gross  tons,   compared  with   135  steel  vessels  of  211,918 
gross   tons   on   April   1,   1922. 


HOW  TO  VISIT  EUROPE  AND  RETURN 

The  Cunard  Line's  local  agent  says  that  the  three  per  cent 
immigration  law  exempts  resident  aliens  in  the  United  States 
who  visit -abroad  for  a  period  of  not  more  than  six  months,  and 
that  BO  long  as  they  do  not  overstay  this  time  limit  they  will  be 
admitted  to  this  country  even  if  the  quota  for  their  nationality 
has  been  exhausted. 

A  return  ticket,  purchased  before  leaving  this  country  at 
any  of  the  agencies  of  the  Cunard  and  Anchor  lines,  would,  he 
says,  be  taken  as  the  best  proof  of  the  duration  of  a  foreign  visit, 
and  would  simplify  matters  for  the  traveler  who  wished  to  re- 
turn within  the  time  specified.  Aliens  equipped  with  prepaid 
tickets  would  thus  find  it  easy  to  return  to  this  country,  as  no 
trouble  would  be  experienced  with  either  American  or  foreign 
authorities  on  the  other  side  of  the  Atlantic. 

There  are  many  alien  people  who  hesitate  about  visiting 
abroad,  fearing  that  they  will  not  be  allowed  to  return  to  the 
United  States;  but  if  they  conform  to  the  requirements  outlined 
above  and  return  within  six  months  they  will  meet  with  no  diffi- 
culties from  the  American  authorities  in  European  ports.  Cunard 
agents,  he  says,  will  aid  all  such  travelers  to  guard  against  errors 
and  to  see  that  return  tickets  will  make  the  proper  holder  ac- 
ceptable to  the  authorities  of  the  port  from  which  they  sail  and 
the  port  at  which  they  disembark  in  this  country. 

Aliens  whose  stay  is  unavoidably  delayed  beyond  the  six 
months'  limit  should  secure  letters  or  affidavits  from  the  author- 
ities or  reputable  citizens  of  the  community  in  which  their  resi- 
dence is  located,  he  says,  and  such  letters,  or  affidavits  should 
plainly  set  forth  that  they  have  not  given  up  residence  in  the 
United  States. 

It  might  also  be  mentioned,  said  the  Cunard  agent,  that  im- 
migrants holding  prepaid  tickets  issued  now  will  receive  pref- 
erence over  passengers  who  pay  cash  when  the  quotas  are  re- 
opened in  July. 


SHIPPING  BOARD  SALE  OF  NOTES 

Harry  S.  Kimball,  vice  president  of  the  Shipping  Board 
Emergency  Fleet  Corporation,  in  charge  of  finance,  has  an- 
nounced that  5  per  cent  notes  aggregating  $9,686,195.72  will  be 
sold  at  public  competitive  sale  by  the  Shipping  Board,  through 
the  Fleet  Corporation,  and  that  all  offers  received  before  June 
15,  1922,  will  be  considered,  and  no  award  will  be  made  before 
that  date.  The  securities  were  obtained  by  the  board  as  the 
result  of  selling  ships  and  other  property. 

Three  year  6  per  cent  first  mortgages  on  the  housing  projects 
at  Chester,  Pa.,  Lorain,  Ohio,  Bristol,  Pa.,  and  Wyandotte,  Mich., 
totaling  $1,655,000.00  will  also  be  placed  on  sale,  and  all  offers 
received  before  June  15,  1922,  will  be  considered,  and  no  award 
will  be  made  before  that  date. 


N.  Y.  C.  BONDS 

To  enable  it  to  call  for  redemption  and  pay  off  September 
1,  $25,000,000  of  collateral  trust  bonds,  bearing  7  per  cent  In- 
terest, at  105  and  accrued  interest,  the  New  York  Central  has 
applied  to  the  Commission  for  authority  to  issue  $25,000,000  of 

5  per  cent  refunding  and  improvement  mortgage  bonds. 

Under  order  of  the  Commission,  dated  September  13,  1920, 
the  company  issued  $25,000,000  of  ten-year  7  per  cent  collateral 
trust  bonds.  At  the  same  time  $25,000,000  of  6  per  cent  re- 
funding and  improvement  mortgage  bonds  were  issued.  The 
collateral  trust  bonds  were  sold  to  the  public. 

The  proposed  issue  will  be  in  respect  of  expenditures  here- 
tofore made  to  pay  the  cost  of  additions  and  betterments,  and 
for  the  retirement  of  bonds.  These  are  the  same  expenditures 
in  respect  of  which  the  6  per  cent  refunding  and  improvement 
mortgage  bonds  were  issued. 

The  company  said  it  was  in  negotiation  with  J.  P.  Morgan 

6  Co.  for  the  sale  of  the  proposed  5  per  cent  bonds.     It  said 
that  unless  the  market  situation  should  substantially  change  it 
expected  to  be  able  to  sell  the  bonds  to  J.  P.  Morgan  &  Co.,  at 
a  price  which  will  net  the  company  not  less  than  90  cents  on 
the  dollar. 


CLAIMS  AGAINST  SHIPPING   BOARD 

The  Shipping  Board  has  approved  settlement  of  96  claims 
amounting  to  $2,965,064.82  against  the  Shipping  Board  Emer- 
gency Fleet  Corporation,  for  $1,699,457.84. 

It  has  also  approved  the  settlement  of  the  claim  of  James 
Howden  &  Co.,  Ltd.,  account  of  Kaughan  Dock  and  Engineering 
Works  of  £15,000  for  £12,400,  ratifying  payment  heretofore 
made. 

The  Shi-pping  Board,  in  approving  the  recommendation  of 
the  Claims  Commission,  authorized  the  Emergency  Fleet  Cor- 
poration to  take  wftateYW  steps  may  be  necessary  to  carry  the 


N.  Y.  C.  CHICAGO  TERMINAL 

The  trunk  lines  that  protested  against  acquisition  by  the 
New  York  Central  of  the  Chicago  Junction  Railway  and  the  Chi- 
cago River  &  Indiana  Railroad  have  filed  a  petition  asking  for 
a  modification  of  the  Commission's  report  and  order  in  the  case, 
Finance  Docket  No.  1165  (See  Traffic  World,  May  27,  p.  1157). 

Counsel  aver  in  the  petition  that  in  the  majority  report  there 
was  no  finding  that  the  order  was  issued  either  under  paragraphs 
(18)  to  (20),  inclusive,  of  section  1,  or  under  paragraph  (2)  of 
section  5  of  the  interstate  commerce  act  but  that  the  report  indi- 
cated that  the  order  was  issued  under  the  latter  section. 

They  further  aver  that  no  certificate  of  convenience  or 
necessity  is  found  either  in  the  report  or  the  order. 

"Certainly  the  Commission  should  not  fail  to  make  a  specific 
finding  as  to  the  source  of  the  authority  under  which  the  Com- 
mission's order  is  issued,"  counsel  say.  "We  therefore  respect- 
fully request  a  modification  of  the  report  and  order  so  that  the 
same  will  definitely  show  under  which  section  of  the  statute 
the  order  is  entered." 

Continuing,  the  petitioners  say: 

The  majority  opinion  makes  nd  finding  as  to  whether  the  pro- 
posed acquisition  by  purchase  of  capital  stock  by  the  New  York 
Central  R.  R.  Co.  of  the  Chicago  River  &  Indiana  R.  R.  Co.  involves 
the  consolidation  of  such  carriers  into  a  single  system  for  ownership 
and  operation:  nor  does  the  Commission  find  whether  the  lease  by 
the  Chicago  River  &  Indiana  R.  R.  Co.  of  the  properties  of  the 
Chicago  Junction  Ry.  Co.  involves  a  consolidation  of  the  Chicago 
River  &  Indiana  R.  R.  Co.,  the  Chicago  Junction  Ry.  Co.  and  the 
New  York  Central  R.  R.  Co.,  into  a  single  system  for  ownership  and 
operation. 

We  respectfully  request  a  modification  of  the  report  and  order 
in  this  case,  so  as  specifically  to  find: 

(a)  Whether  the  acquisition  by  the  New  York  Central  R.  R.   Co. 
of  control  of  the  Chicago  River  &  Indiana  R.  R.  Co.  by  the  purchase 
of  nil  the  capital  stock  of  the  Intter  under  the  plan  set  forth  in  the 
nnplicatlon    and    as    more    specifically    outlined    in    the    testimony    of 
Mr.    A.   H.   Smith,   involves  the  consolidation   of  such   carriers   into  a 
single   system   for   ownership  and   operation:   and, 

(b)  Whether   the    acquisition   by   the  •  Chicago   River  &   Indiana   of 
control   of  the  Chicago   Junction   Ry.   Co.,    under   a  lease   for   ninety- 
nine   years,   renewable   In   perpetuity   thereafter  at   the   option   of  the 
lessee,    involves    the    consolidation    of    such    carriers    Into    a    single 
system  for  ownership  and  operation;  and, 

(c)  Whether    the    proposed    acauisition    of    the    Chicago    Junction 
properties   by   the   Chicago   River   &   Indiana  R.   R.    Co.    by   lease   for 
ninety-nine   years,    renewable   in    perpet\rity   at   option    of    the   lessee, 
is    a   consolidation    of   their   properties    into   one    corporation    for   the 
ownership,    management    and    operation    of    properties    theretofore    in 
separate   ownership,   management   and   operation. 

In  conclusion  counsel  ask  a  finding  that  the  proposed  ac- 
quisition is  not  in  the  public  interest  and  that  the  application 
be  denied. 


GUARANTY  REFUSED 

The  Commission  has  dismissed  an  application  of  the  Port 
Arthur  Canal  &  Dock  Co.  under  section  209  of  the  transporta- 
tion act  (guaranty  section),  holding  that  the  company  is  not  a 
carrier  within  the  meaning  of  the  terms  of  that  section.  The 
company  has  an  elevator  and  warehouse  facilities,  together  with 
docks  and  wharves  at  Port  Arthur,  Tex.  The  Commission  said 
it  did  not  perform  any  transportation  service. 


June  3.  1922 
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Questions  of  Interest  to  Traffic  Men 


USE  OF  OLD  BILLS  OF  LADING 

Editor  The  Traffic  World: 

We  have  received  the  following  from  Robert  N.  Collyer, 
Chairman  Uniform  Bill  of  Lading  Committee,  New  York: 

In  view  of  the  extension  made  by  the  southern  and  western  roads 
In  the  time  limit  for  u*e  of  old  form*  of  domestic  bills  of  lading  with 
•tamped  notation,  as  shown  In  circulars  of  this  committee,  dated 
February  7  and  March  I,  1K2.  It  Is  apparent  that  confusion  and  com- 
plaint will  arise  if  a  similar  extension  Is  denied  In  eastern  territory. 
It  Is  therefore  recommended  by  this  committ<-,.  that  such  bills  of  lading 
be  accepted  up  to  but  not  later  than  DecemU-r  SI.  1922. 

This  extension  of  Biz  months  will  certainly  be  a  big  item 
to  the  shippers  using  their  own  forms  of  bins  of  lading,  as  the 
original  instructions  first  came  out  that  the  old  bills  of  lading 
had  to  be  discontinued  on  July  1.  1922.  Pressure  through  dif- 
ferent channels  with  the  different  carriers  and  thfbngh  dif- 
ferent chambers  of  commerce  has  finally  Riven  us  this  extension 
of  time. 

This  six  months'  extension  will  also  help  the  shippers  in 
getting  their  new  forms  of  bills  of  lading,  and  they  will  not  be 
so  crowded  as  if  the  extension  of  time  had  not  been  granted. 

O.  J.  Olson.  Traffic  Manager. 
W.  M.  Dutton  A  Sons  Co.. 

Hastings.  Neb..  May  29.  1922. 

MISQUOTATION  OF  RATES 

K.lltor  The  Traffic  World: 

Noting  the  controversy  running  In  The  Traffic  World  on  the 
above  subject.  I  wish  to  go  on  record  as  a  supporter  of  the  sug- 
gestion  to  make  the  transportation  company  liable  for  any  Iocs 
to  shipper  or  consignee  due  to  a  misquoted  t. 

I  have  a  case  In  hand  now  In  which  a  carload  prepaid  ship- 
ment was  properly  billed  by  the  local  agent,  then  corrected  by 
order  of  his  superior  officer. 

Several  months  after  shipment  was  made,  the  transportation 
company  presents  an  undercharge  bill  to  make  rate  ss  orig- 
inally billed. 

The  shipper  who  prepaid  the  shipment  for  the  account  of 
the  consignee  refuses  to  pay  the  difference,  contending  that  they 
prepaid  the  corrected  rate  supplied  by  the  transportation  com- 
pany. The  consignee  refuses  to  pay  the  dlfferenci-,  contending 
that  they  had  the  proper  rate  Inserted  In  the  order,  which  was 
changed  by  the  transportation  company,  and  that  they  paid  the 
amount  charged  against  them  by  the  shipper  on  the  basis  of 
the  corrected  rate  supplied  by  the  transportation  company,  and 
further  that  they  in  turn  charged  and  collected  on  this  basis 
from  each  of  the  forty-five  to  fifty  different  consignees  who 
were  interested  In  the  car  shipment,  and  cannot  now  go  back  to 
each  one  of  these  parties  and  collect  from  them  their  propor- 
tion of  the  additional  freight  charged  by  the  transportation 
company. 

The  transportation  company  admits  Its  mistake,  which  It 
very  much  regrets,  but  Insists  that  legal  rate  must  be  paid  by 
cither  consignee  or  consignor,  whose  only  resource  would  be  a 
civil  suit  against  the  transportation  company  to  recover  the 
amount 

The  amount  Involved  Is  less  than  $10  and  would  not  justify 
the  trouble  and  expense  of  suit. 

It  would  seem  that  In  cases  of  this  kind  the  transportation 
companies  should  be  liable.  They  are  supposed  to  have  com- 
petent rate  clerks  and  to  furnish  rates  when  requested,  and 
certainly  should  be  responsible  to  the  extent,  at  least,  of  any 
loss  Incurred  by  their  misquotation. 

May  25,  1922.  Geo.  W.  Collins. 


LEATHERNECKS  ON  THE  JOB 

Editor  The  Traffic  World: 

The  writer  has  read  with  Interest  your  editorial  In  The 
Traffic  World  of  May  13.  1922,  under  the  heading  "Savings  by 
the  Government,"  and  Is  especially  Intrrfpfrd  In  the  last  para- 
graph. In  which  you  say  that  there  wan  certainly  a  decided 
opportunity  for  a  federal  traffic  board  to  handle  government 
transportation  and  that  "It  would  seem  that  In  showing  tho 
saving.*  and  economies  effected  by  It.  the  report  goes  almost 
to  the  extreme  of  showing  that  no  brains  were  employed  In  the 
business  of  government  traffic  before  Its  existence." 

The  writer  Is  at  a  loss  as  to  whether  this  Is  meant  an  sar- 
casm In  regard  to  the  report  of  the  federal  traffic  board  as- 


suming all  credit  for  any  economies  in  transportation  that 
have  been  effected  since  that  organization  started  to  function, 
or  whether  it  is  the  editor's  idea  that  none  of  the  government's 
traffic  or  transportation  departments  was  efficient  before  the 
federal  traffic  board's  inception.  I  am  of  the  opinion  that  the 
federal  traffic  board  will  be  the  Moses  that  will  lead  some  of 
the  government  departments  out  of  the  wilderness,  as  far  as 
the  handling  of  freight  transportation  is  concerned,  but  there 
Is  one  traffic  department  functioning  under  the  government 
that  needs  no  such  leading.  The  U.  S.  Marine  Corps  is  the 
finest  and  most  efficient  military  organization  in  the  world, 
and  Inefficiency  has  no  place  in  its  ranks;  therefore,  it  has 
a  traffic  department  in  the  office  of  the  quartermaster,  at  Wash- 
ington, D.  C.,  that  has  tried  to  and  is  keeping  pace  step  by 
step  With  the  efficiency  and  traditions  of  this  great  military 
organization. 

It  Is  claimed  by  the  writer  that  most  errors  made  by  gov- 
ernment, as  well  as  commercial  shippiers,  are  made  at  the  point 
of  origin,  the  shipment  being  started  out  wrong  by  incorrect 
preparation  of  the  bill  of  lading,  incorrect  packing,  loading  and 
routing,  that  cause  overcharges  that  cannot  be  corrected  by 
the  federal  traffic  board  or  any  centrally  located  office  after 
the  shipment  has  been  placed  In  transit.  Away  back  in  1917, 
long  before  the  inception  of  any  government  traffic  organiza- 
tions, the  Marine  corps  promulgated  and  Issued  Instructions 
to  Its  shippers,  first,  to  use  government  transports  between 
points  wherever  practicable;  second,  to  use  water  transporta- 
tion when  rates  were  cheaper  than  rail  and  to  route  shipments 
between  the  east  and  west  coasts  all  rail  to  nearest  seaboard 
ports,  and  thence  water  to  destination.  These  Instructions  are 
still  being  enforced  and,  of  course,  the  saving  by  the  use  of 
these  lines,  versus  all  rail,  has  been  considerable. 

Other  things  that  the  transportation  department  of  the 
Marine  Corps  has  promulgated  are  the  proper  description  of 
articles  on  the  bill  of  lading  to  obtain  the  cheapest  rates  in 
accordance  with  the  description  in  the  Consolidated  Classifica- 
tion; the  proper  packing  of  articles  to  obtain  the  cheapest  rates 
and  the  reduction  In  tare  weight  of  the  container  with  protec- 
tion of  Its  contents  considered;  the  proper  loading  of  cars  In 
the  case  of  carload  shipments  and  the  proper  tendering  of  them 
to  carriers,  and  the  proper  routing  of  shipments  to  conserve 
some  Interest  of  the  government.  The  men  who  actually  do 
the  shipping  for  the  Marine  Corps  have  been  brought  to  the 
office  of  the  quartermaster  and  have  been  schooled  in  the  vari- 
ous phases  of  shipping  under  the  tutelage  of  the  writer,  who 
has  had  twelve  years'  experience  in  the  traffic  departments  of 
some  of  the  largest  trunk  line  carriers  before  coming  to  the 
Marine  corps;  these  men  now  have  a  broader  knowledge  and 
are  not  making  errors  that  need  correction  by  a  central  office. 

The  writer  also  has  made  trips  to  the  posts  where  the  ship- 
ping Is  being  done  and  has  instructed  shippers  and  been  with 
them  at  the  loading  of  various  carload  shipments  of  miscellane- 
ous supplies  to  see  that  the  cars  were  loaded  properly  to  obtain 
i h»  benefit  of  the  mixed  carload  rating  under  rule  10  of  the 
"Consolidated  Classification.  Other  steps  too  numerous  to  men- 
tion have  been  taken  to  have  the  traffic  department  of  the 
Marine  Corps  rank  second  to  none  and  these  policies  have  been 
effective  a  long  time  prior  to  the  organization  of  the  federal 
traffic  board.  These  steps  have  certainly  saved  money  for  the 
government,  but  nobody  is  claiming  any  wonderful  amount  of 
credit  for  same,  as  it  Is  all  In  the  day's  work  of  an  efficient 
traffic  organization  of  an  efficient  military  organization,  the 
United  States  Marine  Corps. 

H.  Herman  Godfrey. 

Transportation   Section,  Q.   M.   Dept.,   Headquarters,   U.   S. 
M.  C. 

Washington,  D.  C..  May  25,  1922. 


PROMPT  PAYMENT  OF  CLAIMS 

Editor  The  Traffic  World: 

The  writer  has  noted  with  considerable  Interest  the  many 
articles  appearing  In  your  various  Issues  dealing  with  the  sub- 
ject of  prompt  payment  of  claims  by  carriers,  and  It  Is  mani- 
fest '  that  the  claim  officials  of  our  railroads  have  come  to  a 
complete  realization  of  the  value  of  prompt  claim  adjustments 
through  the  medium  of  which  friends  are  made  for  their  re- 
speclve  lines.  The  writer  has  always  considered  that  prompt 
adjustment  of  claims  was  one  of  the  best  assets  that  a  railroad 
could  have. 
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Our  contact  ia  chiefly  with  the  railroads  terminating  in 
Portland,  and,  In  order  to  give  credit  where  credit  Is  due,  I  feel 
that  mention  should  be  made  of  the  prompt  manner  of  han- 
dling and  the  adjustment  of  claims  by  C.  M.  Macdonald,  freight 
claim  agent  of  the  Boston  &  Maine.  On  claims  where  no  ques- 
tion of  carrier's  liability  exists  it  is  not  unusual  for  settlement 
to  be  made  within  10  days,  and  on  other  claims  where  the 
investigations  are  more  complicated  it  is  rare  that  over  30 
days  elapse  between  the  time  of  filing  of  claims  and  the  re- 
ceipt of  drafts  in  settlement. 

The  Boston  &  Maine  has  made  friends  by  its  promptness 
in  claim  adjustments  and  also  by  adopting  the  principle  of 
personal  contact  with  the  shippers.  Mr.  Macdonald,  since  as- 
suming his  present  office,  has  appeared  before  many  associations 
freely  giving  his  advice  in  regard  to  methods  that  could  be 
adopted  for  claim  prevention. 

I  am  glad  of  the  opportunity  to  publicly  state  at  least  i 
organization's   appreciation   of   the   Boston    &    Maine   Railroad's 
spirit  of  co-operation. 

Geo.  F.  Feeney,  Traffic  Manager,  Chamber  of  Commerce. 

Portland,  Me.,  May  24,  1922. 

FILING  OF  EXPRESS  CLAIMS 

Editor  The  Traffic  World: 

Please  permit  us  to  call  your  attention  to  a  recent  decis 
of  the  Georgia  Court  of  Appeals  which  has  just  been  handed  down 
and  which  has  not  yet  been  published  in  the  advance  sheet?  of 
the  Southwestern  Reporter.  The  case  ought  to  appear  in  the 
next  issue  or  certainly  in  the  one  after  the  next  issue.  The  case 
is  "American  Railway  Express  Co.  vs.  Roberts"  and  it  was  taken 
to  the  Court  of  Appeals  primarily  for  the  purpose  of  having  the 
case  of  the  American  -Railway  Express  Company  vs.  Bothwell, 
110  S.  E.  reviewed  and  overruled.  We  are  glad  to  say  we  were 
successful  in  this  undertaking  and  the  court  granted  our  appli- 
cation and  has  set  aside  the  ruling  in  the  Bothwell  case  and 
places  the  law  of  the  state  back  in  line  with  the  federal  decisions 
on  the  same  subject. 

The  particular  point  involved  is  the  waiver  by  the  carrier 
of  the  provision  in  the  express  receipt  requiring  the  filing  of 
claims  within  .four  months.  The  Georgia  Court  of  Appeals  had 
held  in  the  Bothwell  case  that  the  carrier  might,  by  its  acts,  in 
an  interstate  movement  of  express,  waive  the  requirement  as 
to  the  filing  of  claims.  In  the  Roberts  case  the  Court  of  Ap- 
peals expressly  disaffirmed  this  doctrine  and  said  that  the  federal 
law  governed  interstate  movements  of  express  and  that  the  fed- 
eral law  did  not  permit  waiver  of  any  provision  in  the  shipping 
contract. 

We  believe  that  this  case  is  of  importance  to  shippers  and 
carriers  alike,  and  for  that  reason  we  direct  your  attention  to  it. 

Alston,  Alston,  Foster  &  Moise, 
By  Blair  Foster. 

Atlanta,  Ga.,  May  27,  1922. 

THE  ST.  LAWRENCE  CANAL 

Editor  The  Traffic  World: 

I  have  had  the  privilege  and  the  honor  of  being  a  subscriber 
to  The  Traffic  World  since  your  first  number  was  issued,  and 
during  that  time  have  not  only  profited  by  reading  your  publi- 
cation, but  have  had  a  firm  belief  in  the  sincerity  and  honesty 
of  your  editorials,  and  this  is  the  first  time  that  I  have  had  occa- 
sion to  take  issue  with  any  of  your  expressions.  I  am  doing  so 
now  for  the  reason  that  the  majority  of  your  readers  accept  your 
statements  as  being  the  result  of  experience  and  study,  and  are, 
therefore,  inclined  to  be  influenced  in  their  conclusions  by  your 
editorials. 

I  have  noted  from  time  to  time  that  some  space  in  your  publi- 
cation is  devoted  to  articles  on  the  St.  Lawrence  River  project, 
and  such  remarks  as  you  have  made  on  this  subject  would  indi- 
cate that  you  are  either  biased  in  your  opinion,  or  it  has  not 
been  given  the  study  usually  accorded  your  subject.  I  refer  par- 
ticularly to  the  editorial  on  page  1135  of  your  issue  of  May  27 
(the  last  paragraph),  in  which  you  make  the  statement:  "We 
do  not  believe  the  boats  would  use  it,  as  hoped." 

Now,  such  a  statement  to  readers  who  place  the  greatest 
confidence  in  your  remarks,  is  not  fair  to  the  proponents  of  the 
St.  Lawrence  River  project,  unless  accompanied  by  some  addi- 
tional facts. 

I  am  going  to  take  the  liberty  of  intruding  upon  your  valu- 
able time  to  the  extant  of  giving  you  the  benefit  of  'the  studies 
made  by  some  eminent  experts  who  have  gone  into  this  subject 
thoroughly. 

First,  permit  me  to  place  before  you  the  statement  made  by 
Magnus  Swanson,  President  Norwegian-American  Line,  to  this 
effect: 

Much  of  our  loud  is  destined  for  lake  territory;  the  first  day  this 
route  Is  open,  you  will  see  our  vessels  poking  their  noses  into  the 
lake  ports. 

Next,  to  the  opinion  as  expressed  by  Dr.  R.  S.  MacElwee, 
formerly  a  director  of  the  Bureau  of  Foreign  and  Domestic  Com- 


merce and  at  present  dean  of  the  School  of  Foreign 
Georgetown  University,  Washington,  D.  C.— this  opinion  being 
the  result  of  months  of  study  of  the  project  by  a  man  perhaps 
as  well  qualified  as  any  man  in  this  country  to  form  an  opinion 
on  this  important  matter: 

Since  it  has  been  contended  that  import  and  export  business  will 
always  be  confined  to  the  seacoast,  it  seems  advisable  to  consider 
whether  ocean  vessels  would  sail  the  ports  of  the  great  lakes  if  a  deep 
watenvay  were  provided.  It  is  a  recognized  rule  of  transportation 
that  where  there  is  a  productive  interior,  ships  will  proceed  as  far 
inland  as  physically  practicable,  and  the  farther  Inland  they  can 
penetrate  the  greater  is  the  resulting  economy,  and  the  more  extensive 
is  the  area  benefited.  Hence  ports  are  generally  developed  at  the  head 
of  ocean  navigation.  A  few  examples  are  shown  by  the  following 
table: 

Distance  from  ocean, 

Hiver.  Place.  statute  miles. 

Sehelilt ....Antwerp     60 

Nieuwe.    Mass Rotterdam   

Thames l,ondon    50 

Gironde     Bordeaux     55 

Kiln-    Hamburg   

Mobile    .Mobile    

Buffalo    Bayou    Houston    50 

Delaware    Philadelphia      101 

Patapsco    Baltimore 

.Mississippi     Now  Orleans   '  100 

Uiia  nette    Portland     

Yaugt  se    Hankau     

Amazon     Manaos    900 

St.    Lawrence    Montreal    1003 

Amazon     Iquitos    2200 

Similarly,  railroads  seek  the  shortest  route  to  deep  water. 
An  addition  of  five  hundred  miles  to  a  rail  haul  results  in  a  heavy 
tax  upon  transportation,  but  a  similar  addition  to  an  ocean  voy- 
age is  of  no  great  consequence.  There  is  no  material  difference 
in  the  rates  between  the  United  Kingdom  and  the  several  North 
Atlantic  ports,  although  the  distance  to  Baltimore  is  550  miles 
greater  than  to  Boston.  Vessels  make  the  same  rate  to  Man- 
chester as  to  Liverpool,  the  same  rate  to  Houston  as  to  Galveston, 
and  the  same  rate  to  Beaumont  as  to  Port  Arihur,  although  in 
each  case  the  additional  navigation  is  entirely  in  restricted 
channels. 

Hankau  and  Manaos  are  comparatively  unimportant  com- 
mercially, and  the  country  tributary  to  the  latter  place  is 
sparsely  settled.  From  Manaos  to  Iquitos,  Peru,  about  1,300 
miles,  there  are  no  towns  of  importance.  Below  Manaos  the  river 
in  places  is  only  38  yards  wide  from  bank  to  bank,  which,  with 
a  swift  current,  makes  navigation  by  large  vessels  difficult  and 
dangerous.  Nevertheless,  it  appears  from  the  following  report 
on  the  Amazon  River  traffic  made  before  the  war  by  Capt.  A.  G. 
-  Winterhalter,  U.  S.  Navy,  that  Manaos  is  a  regular  port  of  call 
for  a  number  of  steamship  lines  and  that  small  ocean  vessels  go 
to  Iquitos. 

Steamers  drawing  14  ft.  can  navigate  the  Amazon  for  2700  miles 
above  its  mouth,  or  to  Borja,  400  miles  beyond  Iquitos,  Peru.  The 
prinicpal  difficulty  is  due  to  the  shifting  bars,  the  strong  currents, 
three  to  five  knots,  and  the  immense  quantity  of  driftwood  which 
comes  down  when  the  river  is  rising.  Pilots  are  necessary  and  are 
regularly  empolyed  by  companies  operating  river  steamers. 

Manaos,  about  900  miles  from  the  mouth  of  the  river,  is  the  most 
important  town  above  Para  and  has  both  ocean  and  river  trade. 
There  is  about  40  ft.  difference  between  high  and  low  water  at  this 
point. 

From  Manoas  to  Iquitos.  Peru,  about  1300  miles,  there  are  no  towns 
of  importance.  The  difference  between  high  and  low  water  Is  about 
18  ft.  at  Iquitos. 

The  following  regular  lines  of  steamers  are  engaged  in  the  com- 
merce of  the  Amazon: 

Amazon  Steam  Navigation  Co:  29  steamers  of  1984  aggregate  ton- 
nage, ply  between  Para  and  points  on  the  Amazon  and  tributaries. 

Booth's  Line:  13  steamers  from  1100  to  2000  tons  each.  Itineraries 
of  these  vessels  include  the  following  ports:  Manoas,  Liverpool,  Havre, 
Lisbon,  Madeira.  New  York.  Maranhao,  Ceara  and  Barbados. 
Smaller  vessels  of  this  line  go  to  louitos.  Sailing  every  ten  days  from 
Manoas  for  Europe;  every  twenty  days  for  New  York. 

Red  Cross  Line:  9  steamers;  aggregate  tonnage  9467.  This  line 
has  same  itinerary  as  Booth  Line,  dates  of  sailing  alternating  with 
those  of,  latter  line. 

Lloyd  Brazilian  Line:  7  vessels  of  1900  tons  each,  plying  between 
Manaos  and  Rio  Janeiro,  and  touching  at  Intermediate  points. 

Llqure  Brasiliane  (Italian):  2  steamers  plying  between  Manaos 
and  Genoa,  touching  at  Para  and  Mediterranean  ports. 

A.  Berneaud  &  Co.:  12  steamers  of  150  to  300  tons  each,  navigating 
the  Amazon,  Madeira.  Negro,  Purus  and  other  tributaries. 

The  population  of  Manoas  is  only  about  50,000,  and  its  ex- 
ports consist  of  rubber  and  its  imports  of  supplies  for  the  rub- 
ber gatherers,  all  of  which  could  be  handled  by  light  draft  boats 
and  transshipped  at  Para.  But  the  small  ocean  vessel  has 
ascended  900  miles  of  difficult  river  navigation  to  get  the  busi- 
ness. Having  this  instance  in  mind,  it  is  unreasonable  to  believe 
that  the  rich  and  populous  industrial  and  shipping  centers  of 
Duluth,  Milwaukee,  Chicago,  Detroit,  Cleveland,  and  Toledo  will 
fail  to  attract  the  ocean  carrier. 

The  idea  that  imports  must  be  restricted  to  the  coast  line 
.is  untenable;  that  they  are  largely  so  restricted  at  the  present 
time  is  due  solely  to  physical  obstacles.  In  considering  the 
question  of  whether  vessels  will  proceed  into  the  Great  Lakes, 
we  need  no  other  analogy  than  that  of  the  St.  Lawrence  River 
itself.  Montreal,  at  the  head  of  ocean  navigation  has  developed 
into  the  most  important  commercial  city  of  Canada,  and  only 
the  physical  obstacles  to  navigation  prevent  the  further  penetra- 
tion of  ocean  vessels  beyond  this  port  into  the  Great  Lakes.  In 
winter  when  the  St.  Lawrence  is  not  navigable,  vessels  proceed 
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to  St.  John,  which  la  the  farthest  point  inland  that  can  be  reached. 
Numerous  other  examples  could  be  cited  showing  the  tendency 
of  ocean  vessels  to  proceed  as  far  inland  as  the  navigation  con- 
ditions will  permit.  The  advantage  of  developing  ports  as  near 
as  practicable  to  the  center  of  population  of  the  country  seems 
evident.  The  area  within  economical  distribution  of  such  a  cen- 
tral port  will  be  far  greater  than  from  any  port  on  the  seacoast. 
In  a  recent  paper  the  Albany  Chamber  of  Commerce  makes 
the  following  truthful  observation: 

It  should  be  the  policy  of  the  United  State*  to  fo»tor  trade  and  to 
extend  ocean  route*  mm  far  inland  a*  practicable. 

Next.  I  will  quote  from  page  158  of  the  Message  from  the 


Personal  Notes 


E.  B.  Wright  has  been  appointed  general  agent,  freight  traf- 
fic department,  for  the  International  &  Great  Northern,  at  Laredo, 
Tex.,  succeeding  Ashley  Poynor.  who  was  transferred. 

The  Commission  has  announced  that  J.  C.  Roth  has  been 
promoted  from  assistant  director,  bureau  of  service,  to  director, 
bureau  of  service,  Interstate  Commerce  Commission,  effective 
June  1,  1922,  vice  Colonel  F.  Q.  Robblns.  resigned.  Colonel  Rob- 
bins  has  been  elected  vice-president  of  the  Chicago  &  Erie  Rail- 


President of  the  United  States  transmitting  a  letter  from  the      road    with  headquarters  at  Chicago.    He  will  also  have  charge 
Secretary  of  State  submitting  the  report  of  the  International      of  operation   as   manager   of   the   Chicago   region   of   the   Erie 


Joint  Commission  concerning  the  improvement  of  the  St.  Law- 
rence River  —  which  Is  published  in  Senate  Document  No.  114, 
67th  Congress.  2nd  Session  —  and  which  reads: 

Ocean  Ship*  on  Inland  Water*.—  The  Commission  believe*,  from 
the  •  fore  It.  that  ocean-coin*  *hlps  of  a  suitable  draft  would 

fin.  I  no  dlftli  ulty  in  navigating  tfi*  deepened  St.  Lawrence  and  the 
great  lake*.  The  physical  obstacle*  which.  In  the  opinion  of  opponents 
of  the  undertaking,  would  make  the  proposed  waterway  Impracticable 
are  It*  Ionic  rf*trirt>-d  nnd  tortuou*  channels  of  Insufficient  depth,  fog 
and  Ice  condition*,  time  lust  and  damage  sustained  In  Retting  through 
lock*,  and  the  limited  navigation  >ea*on.  The  Comml»*lonp*  con- 
clusion that  these  physical  obstacle*  won!.  I  not  be  sufficient  to  deter 
ocean-coin*:  ship*  from  coming  up  Into  lh<-  lake*  I*  baaed,  among  other 
thing*,  on  the  two  unquestioned  fart*  that  for  many  yean.paat  ocean- 
going *hlp*  have  successfully  navigated  the  St.  Lawrence  for  a  dis- 
tance of  approximately  1000  mde*.  and  that  nt  the  same  time  the  big 
lake  freighter*  have  successfully  navigated  the  great  lake*  and  their 
.-hannels. 

The  St.  Lawrence  »hlp  channel  below  Montreal  I*  long,  restricted. 
and  tortuous.  In  the  sense  In  which  those  t.Tms  have  been  u*ed  at  the 
hearing*.  It  differ*  In  no  material  reaped  from  the  connecting  water- 
way* of  the  great  lake*,  except  In  It*  greater  depth.  The  lower  St. 
Lawrence  and  the  gulf  are  more  or  le*s  suhjert  to  fog  and  Ice  condi- 
tion*. Nevertheless,  although  thl*  Inland  waterway  Is  open  to  trade 
only  about  7V»  month*  In  the  year  a*  against  the  12  months'  period 
of  the  Atlantic  count  port*,  the  Port  of  Montreal  actually  handle*  n 
greater  volume  of  foreign  trade  than  any  port  on  the  American  continent 
with  the  single  exception  of  New  York:  and  the  percentage  of  casual- 
tle*  compare*  very  favorably  with  the  percentage  In  connection  with 
the  Atlantic  coaat  port*. 

Similarly,  although  the  Detroit  River  Is  subject  to  practically  nil 
the  physical  on*tacles  mentioned  above,  the  fact  remains  that  the 
tonnage  and  commerce  paulng  up  and  down  this  river  during  the 
re»trlcted  season  of  navigation  hove  grown  by  leaps  and  bounds  from 
the  comparatively  Insignificant  figure*  of  r.n  years  ago  to  a  present 
ve*Ml  tonnage  of  about  M  tOO.AM.  with  a  freight  tannage  of  80.000.000. 
valued  »t  over  11  00ft  MO.OM. 

If  the  physical  obstacles  of  the  St.  T-awrenc*  have  not  been  suffi- 
cient to  prevent  the  htilldlns-  up  of  a  grent  foreign  trade  to  and  from 
Montreal  by  ocean-going  ship*,  and  similar  obstacles  have  not  pre- 
vented the  bulldlnr  up  on  the  great  lakes  of  »  commerce  Immensely 
greater  than  that  through  the  S\ie«  Canal,  carried  by  vessels  many  of 
which  now  exceed  Wai  ft  In  length.  It  does  not  seem  reasonable  to 
•upnose.  tha*  the  same  obstacles  wotiM  prevent  ocean-going  ships 
coming  up  the  Sf.  I  awence  Into  the  gre»t  lake*  given  a  waterw«v 
of  sufficient  depth.  So  far.  of  course,  the  Cnmmlawlon  I*  dealing  with 
the  physical  rather  than  the  economic  practicability  of  the  prelect. 

It  mav  be  added  that  the  Commission's  view  Is  supported  by  the 
opinions  of  men  who  have  had  many  vears'  practical  experience  in 
navigating  either  tbe  St  Tjtwrence  or  the  great  lakes,  and  who  are 
e^UK'lv  agreed  «hat  the  phviical  condition"  on  th«  St.  I^wrence  and 
on  the  greet  lakes,  with  their  connecting  waterways,  offer  no  par- 
problem  to  ocean  going  ship*. 

I'nleu  vntir  ftttidv  of  thin  subject  has  enabled  you  to  develop 
«orne  fact*  or  Information  contrary  to  the  opinions  expressed  by 
the  eminent  authorities  above  quoted.  I  rannot  help  hut  feel  that 
In  Justice  to  your  manv  subscriber*  who  are  proponents  to  this 
Important  Improvement,  yon  should  In  all  fairness  publish  this 
communication. 

L.  O.  Macjomber.  Traffic  Commissioner. 


Railroad,  which  includes  Marlon,  O.,  and  all  lines  west. 

J.  E.  Davis  has  been  appointed  assistant  general  freight 
agent,  for  the  Union  Pacific  System,  at  Portland,  Ore. 

O.  P.  Kellog  has  been  appointed  assistant  general  freight 
agent  with  headquarters  at  Seattle,  Wash. 

John  S.  Campbell  has  been  appointed  agent  for  the  Algerian 
American  Line,  Inc.,  at  Chicago. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

Kendrick  R.  Lewis,  attorney,  spoke  at  the  smoker  meeting  of 
the  Transportation  Club  of  Louisville,  held  at  the  club  rooms, 
May  29.  The  club  will  give  Its  annual  round  table  round-up  and 
barbecue  at  the  state  fair  grounds,  June  10. 


The  annual  shad  dinner  of  the  Traffic  Club  of  Philadelphia, 
held  at  the  Old  Mohican  Club,  on  the  Delaware,  May  20,  was 
a  successful  affair.  Sporting  events  Included  trap  shooting, 
quoits,  tennis  and  a  ball  game  between  teams  composed  of  rail- 
road and  industrial  traffic  men.  Edward  Hlleary,  president  of 
the  club,  distributed  the  prizes. 

Tbe  Transportation  Club  of  San  Francisco  will  give  a  beef- 
steak dinner  at  the  club  rooms,  June  9.  Quite  a  few  members 
of  the  Club  Journeyed  to  Sacramento,  May  25,  to  attend  the  '49 
celebration  In  that  city. 

More  than  forty  general  agents,  representing  railroads  in 
the  United  States  and  Canada,  were  the  guests  of  the  Pacific 
Traffic  Association,  at  a  meeting  held  at  the  Chamber  of  Com- 
merce. May  31.  H.  W.  Brundlge,  president  of  the  Railroad  Com- 
mission of  California,  spoke  on  "The  Conflicting  Regulations  of 
State  Commissions  and  the  Interstate  Commerce  Commission," 
and  F.  W.  Oomph,  agent  for  the  Pacific  Freight  Traffic  Bureau. 
spoke  on  "The  Construction  of  Tariffs."  O.  F.  Spindler,  general 
agent  for  the  Chicago  Great  Western,  presided. 

The  Traffic  Club  of  Chicago  will  hold  Its  annual  stag  golf 
outing  at  the  Calumet  Country  Club,  June  8.  A  number  of 
prizes  will  be  awarded.  Luncheon  and  dinner  will  be  served 
at  the  country  club. 


Toledo.  Ohio.  May  29.  1922. 


The  Indianapolis  Traffic  Club  gave  a  dinner,  May  25,  at  the 
Columbia  Club.    Addresses  were  made  by  the  Rev.  F.  S.  C.  Wlrks. 
who  (poke  on  his  recent  extended  trip  through  Europe,  and  by 
George  Barnard,  formerly  member  of  the  Public  Service  Corn- 
Toledo  ChanTb«r"of"conin>erce,          mission  of  Indiana,  and  recently  elected  a  director  on  the  board 

•f  the  Associated  Traffic  Clubs  of  America,  Mr.  Barnard  spoke 
about  the  wonderful  possibilities  of  the  association  and  how  it 
would  be  of  great  benefit  to  the  country  at  large  after  it  began 
functioning.  The  club,  through  Mr.  Barnard,  as  toastmaster. 
presented  Frank  A.  Butler,  its  president,  with  a  silver  vase  and 
a  set  of  silver  candlesticks,  in  remembrance  of  Mr.  Butler's 
25th  wedding  anniversary. 


It  I*  characteristic  of  the  average  render  of  any  publication  that. 
r  much  he  mav  have  agreed  with  It  In  the  past,  or  however 
much  Its  san*ty  and  fa'rneas  have  appealed  to  him.  one  disagreement 
Is  the  Immediate  occasion  fo*  a  charre  of  hlt-a  or  Ignorance  Is  It  not 
quite  pnuihle  that  The  Traffic  World  may  have  raad  and  studied  us 
much  about  this  matter  as  Mr.  JIacomher  )ii>«.  and  he  even  more 
'ree  from  bias  than  he  Is  likely  to  be.  and  still  disagree  with  him? 
Vor  do  we  have  to  be  urged  "In  fairness"  to  publish  communications 
like  his.  It  la  our  policy  always  to  give  ample  spae*  to  all  sides  In  mat- 
ters of  this  aort.  As  a  matter  of  fact  we  nre  fnmlllar  with  the  «t»te- 
ment*  that  Mr.  Macomber  quotes,  and  still  we  are  not  convinced  that 
ocean  vessel*  would  use  the  lake  port*  If  the  St.  Lawrence  Canal  were 
>>ullt  Rv  that,  of  course  we  do  not  menn  that  no  ocean  hoqta  would 
use  the  take  ports,  but  that  they  would  not  use  them  to  the  extent 
»haf  advocate*  of  the  waterway  assert  nor  to  such  an  extent  as  to 
hwtlfv  the  building  of  the  waterway  We  do  not  assert  It  to  be  a 
fact  that  the  use  of  lake  por*s  bv  ocean  vessels  would  be  so  limited. 
We  merely  say  that  not  yet  have  we  been  convinced  to  the  contrary. 
A«  far  as  Mas  l»  concerned  It  make*  no  difference  to  us  whether  th" 
HI  I^wrence  Canal  \r  built  or  not.  e»cepf  that  If  It  Is  a  good  thing 
we  want  It  bull*  apd  If  H  not  a  good  thing  we  do  not  want  It  built.— 
•'!<•  World. 


FEDERAL  VALLEY   NOTES 

Th*  Federal  Valley  Railroad  Company  hag  be«>n  authorized 
bv  the>  Commission  to  Issue  $24,940  of  promissory  notes,  which 
are  to  b*  exchanged  at  par  for  a  like  amount  of  promissory 
note*  mntnrlng  June  22.  and  which  were  Issued  for  th.p  purpose 
of  paying  for  a  locomotive. 


PETITIONS    FOR    REHEARING,   ETC. 

A  further  postponement  of  the  effective  date  of  the  Com- 
mission's orders  In  No.  11950,  Minnesota  &  Ontario  Paper  Com- 
pany et  al.  vs.  Northern  Pacific  et  al.,  and  affiliated  cases,  and 
a  request  that  these  cases  be  consolidated  with  another  com- 
plaint to  be  filed  by  them,  has  bppn  asked  by  the  complainants. 
The  new  complaint  proposed  to  be  filed  will  bring  Into  Issue 
the  reasonableness  of  the  rates  from  complainants'  mills  in 
Minnesota  and  Ontario. 

Thp  south wpstprn  carriers  have  asked  the  Commission  to 
postpone  Indefinitely  the  pffectlvp  date  of  its  order  In  No.  10733, 
National  Paving  Brick  Mfrs.  Assn.  et  al.  vs.  Ala.  &  Vlcksburg 
et  al.  (68  I.  C.  C.  213),  In  so  far  as  It  affects  the  descriptions 
and  the  rates  on  traffic  to,  from  and  between  points  In  south- 
western territory. 

A  reargument  of  No.  11303.  Farrls  Hardwood  Lumber  Com- 
pany et  al.  vs.  Dlrector-Genpral  et  al.,  has  been  asked  by  the 
complainants  therein. 
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NEW  ENGLAND  DIVISIONS  CASE 

The  Traffic   World   Washington  Bureau 

In  declining  to  enjoin  the  Commission's  order  In  the  New 
England  divisions  case,  which  it  did,  in  the  Akron,  Canton  & 
Youngstown  Railway  Company  et  al.  vs.  the  United  States  of 
America  and  Interstate  Commerce  Commission,  the  statutory 
court,  composed  of  Judges  Hough,  Manton  and  Mayer,  circuit 
judges,  speaking  through  Judge  Manton  said:  "The  law  is  well 
settled  that  the  court  will  not  set  aside  an  order  of  the  Com- 
mission in  a  proceeding  such  as  this  unless  It  violates  the  Con- 
stitution or  does  not  conform  to  the  statutory  authority  of  the 
Commission,  or  is  not  supported  by  evidence.  The  courts  will 
not  review  the  wisdom  or  expediency  of  the  Commission's  order 
and  they  will  not  substitute  their  judgment  for  that  of  the  Com- 
mission even  though  it  might  be  said  that  an  opposite  finding 
could  be  supported  by  evidence." 

Discussing  the  section  of  the  law  under  which  the  Com- 
mission acted,  Judge  Manton  said: 

There  is  nothing  contained  in  section  15  (6)  which  prohibits  the 
Commission  from  dealing  with  the  matter  of  divisions  In  a  practical 
way,  and  nothing  which  makes  it  mandatory  upon  the  Commission 
at  the  same  time  to  take  up  an  unworkable  task  in  thus  dealing  with 
all  of  the  sub-divisions  about  which  there  may  be  no  complaint  what- 
ever. This  record  has  made  it  plain  that  the  New  England  group 
so-called  presents  a  transportation  situation  in  a  district  clearly  sep- 
arable from  other  districts  by  a  variety  of  controlling  conditions.  The 
Commission  had  the  power  to  deal  broadly  with  the  question  of  prim- 
ary divisions  at  the  Hudson  river  on  through  traffic  between  New 
England  points  and  the  rest  of  the  country.  Section  15  (6)  authorizes 
the  Commission  to  take  up  and  deal  with  the  question  of  this  primary 
division  at  the  Hudson  Rfyer  and  does  not  compel  the  Commission  at 
the  same  time  to  deal  witn  all  sub-divisions.  It  was  found  in  the  past 
to  be  a  reasonable  and  helpful  practice  on  the  part  of  carriers  as  well 
as  on  the  part  of  the  Commission  to  deal  with  divisions  of  through 
rates  from  one  well  defined  district  of  the  country  to  another  on  the 
basis  of  the  primary  division  at  the  gateway  between  the  two  districts. 
It  is  the  practical  way  to  deal  with  the  situation  in  view  of  the  vari- 
ous number  of  different  groups. 

"We  think  that  section  15  (6)  in  effect  does  not  require  the  Com- 
mission to  make  an  independent  conclusion  as  to  each  carrier  and  as 
to  the  division  of  each  joint  rate.  If  it  considers  together  the  various 
carriers  and  various  divisions  and  reaches  a  conclusion  equally  applic- 
able to  such  carriers  and  divisions  its  order  is  valid  and  enforceable 
under  the  act.  That  this  procedure  and  practice  was  followed  before 
the  transportation  act  of  1920,  see  the  Eastern  Case.  20  I.  C.  C.  275; 
the  Western  Case,  20  I.  C.  C.  324;  Railway  Comm.  of  Texas  vs.  A.  T. 
&  S.  F.,  20  I.  C.  C.  428. 

The  court  also  regarded  the  decision  of  the  Supreme  Court 
of  the  United  States  in  the  Wisconsin  case,  decided  February 
27,  1922,  as  showing  that  the  new  law  authorized  the  Commis- 
sion to  deal  with  rates  and  divisions  en  bloc. 


in  the  loaded  outbound  movement  of  coal  cars  and  that  was 

all  in  favor  of  Sioux  Falls,  where  extensive  gravel  and  stone 

workings  used   36   per  cent  of  the  inbound  cars  for  outbound 
tonnage. 


FINE  COAL  TO  SIOUX  FALLS 

Protest  against  the  existing  relationship  of  the  rates  on  fine 
coal  and  those  on  lump  coal,  to  Sioux  Falls,  S.  D.,  from  Illinois, 
Indiana  and  Kentucky,  and  against  the  relationship  of  the  Sioux 
Falls  and  the  Sioux  City  fine  coal  rates,  was  made,  June  1,  at 
the  hearing  on  No.  13611,  Northern  States  Power  Co.  vs.  A.  T. 
&  S.  F.  et  al.,  and  Sub-No.  1,  John  Morrell  &  Co.  vs.  Same, 
before  Examiner  T.  John  Butler,  in  Chicago.  Witnesses  for  the 
complaining  companies,  and  for  various  traffic  and  commercial 
organizations,  said  the  situation  arose  because  of  the  fact  that 
the  carriers  had  never  carried  the  differential,  fine  coal  under 
lump  coal,  In  effect  east  of  the  South  Dakota  line  beyond  that 
line.  Sioux  Falls,  they  said,  was  three  miles  over  the  line,  and 
on  that  account  had  to  forego  the  substantially  lower  rate  on 
fine  coal  that  near-by  Iowa  cities  enjoyed. 

It  was  alleged  that  to  Sioux  City,  for  instance,  from  the 
Evansville  district,  the  rate  on  fine  coal  was  $4.48,  while  that 
on  lump  coal  was  $5.14%,  the  differential  indicated  being  66% 
cents.  To  Rock  Rapids,  a  point  on  the  Iowa-South  Dakota  line, 
it  was  said,  the  rates  from  Evansville  were  $4.65  and  $5.13, 
respectively,  making  a  difference  of  48  cents  in  favor  of  the  fine 
coal,  To  Sioux  Falls  the  rate  from  Evansville  on  both  kinds 
of  coal  was  $5.33%. 

In  contending  for  the  differential,  the  good  points  about  fine 
coal  as  an  article  of  railroad  traffic  were  stressed  by  complain- 
ing witnesses.  It  was  said  that  its  value  was  less  than  lump 
coal,  that  It  loaded  heavier  and  that  loss  and  damage  claims 
were  almost  unknown  in  connection  therewith.  R.  S.  Dunn, 
traffic  manager  for  Morell  &  Co.,  said  his  company  in  the  two 
years  ending  February,  1922,  had  filed  claims  totaling  $288,  while 
In  the  same  period  they  had  paid  $105,000  in  fine  coal  freight 
charges. 

The  absence  of  a  differential  in  the  Sioux  Falls  rate  was 
not  the  only  cause  of  the  complaint,  however.  It  was  said  that 
rates  generally  to  Sioux  Falls  from  the  territory  involved  were 
104  per  cent  of  the  Sioux  City  rate.  This,  Mr.  Dunn  said,  was 
narttcnlarly  true  of  the  class  D  rate,  on  which  bituminous  coal 
moves.  He  therefore  asked  that  the  Commission  prescribe  rates 
on  fine  coal  that  would  be  not  more  than  104  per  cent  of  the 
rate  on  that  commodity  to  Sioux  City. 

No  operating  conditions  existed  at  Sioux  Falls,  when  com- 
nared  to  Sioux  City,  that  would  justify  a  greater  spread  in  the 
rates  to  the  two  points,  he  said.  About  the  only  difference  was 


USE  OF  OLD  BILLS  OF  LADING 

With  the  possible  exception  of  some  Southern  lines,  all  car- 
riers have  now  agreed  to  extend  the  time  for  the  acceptance 
of  old  bills  of  lading,  properly  stamped,  until  December  31,  1922. 
R.  C.  Fyfe,  chairman  of  the  Western  Classification  Committee, 
in  a  recent  notice,  said: 

The  use  of  old  forms  of  straight  bills  of  lading,  properly  stamped, 
as  prescribed  on  pages  40  and  41  of  the  Consolidated  Classification 
No.  2,  may  be  used  to  and  including  December  31,  1922. 

R.  N.  Collyer,  speaking  for  the  Official  Classification  car- 
riers, in  a  telegram  to  The  Traffic  World,  said: 

Upon  consideration  of  recent  developments,  the  use  of  old  forms 
of  domestic  bills  of  lading,  stamped  subject  to  the  conditions  pre- 
scribed by  the  Interstate  Commerce  Commission  in  Docket  No.  4844, 
it  has  been  decided  by  the  eastern  lines  to  extend,  until  December  .31, 
1922,  the  use  of  old  domestic  forms  properly  stamped. 

N.-  change  has  been  made  in  the  kind  of  rubber  stamp  to 
be  used  by  either  of  these  two  committees  (see  Traffic  World, 
March  11,  p.  528). 

In  response  to  an  inquiry  by  the  National  Industrial  Traffic 
League,  E.  H.  Dulaney,  chairman  of  the  Southern  committee, 
said  that  "a  majority  if  not  all"  of  the  Southern  lines  had  agreed 
to  accept  the  old  bills  until  the  end  of  the  year,  but  that  ship- 
pers who  were  cautious  might  well  communicate  with  the  South- 
ern lines  over  which  they  intended  to  route  shipments  before 
using  or  accepting  old  bills. 

According  to  a  letter  from  F.  A.  Lieffingwell,  secretary- 
treasurer  of  the  Southwestern  Industrial  Traffic  League,  the 
Jonesboro,  Lake  City  &  Eastern  and  the  St.  L.-S.  W.  have  agreed 
to  permit  the  use  of  the  old  forms  of  domestic  bills  after  July 
1,  providing  they  bear  a  stamp  reading  substantially  as  does 
the  stamp  prescribed  by  the  eastern  carriers.  Mr.  Leffingwell's 
letter  mentions  no  expiration  date  for  the  receipt  of  domestic 
bills  so  stamped,  saying  merely  that  they  will  be  accepted  by 
those  two  roads  "after  July  1." 


AUTOMOBILE  FACTS  AND  FIGURES 

The  National  Automobile  Chamber  of  Commerce  has  issued 
a  pamphlet  entitled  "Facts  and  Figures  of  the  Automobile  In- 
dustry, 1922,"  showing  that  registration  of  motor  cars  and  trucks 
reached  10,448,000  in  1921,  an  increase  of  13  per  cent  over  1920. 

"The  need  for  motor  transportation  in  adverse  times  such 
as  1921,  as  well  as  in  times  of  prosperity,  is  emphasized  by  the 
fact  that  gasoline  consumption  during  the  past  twelve  months 
was  250,000,000  gallons  greater  than  in  the  preceding  year,"  the 
Chamber  states. 

"Construction  of  federal  aid  highways  during  1921  was  more 
than  12,000  miles,  a  total  equal  to  the  program  of  the  four  pre- 
ceding years,  affording  more  efficiency  and  more  economical  use 
for  vehicular  traffic." 

The  pamphlet  shows  that  1,668,550  motor  vehicles  were  pro- 
duced In  1921,  made  up  of  1,514,000  cars  and  154,550  trucks. 
This  represented  a  decrease  of  24  per  cent  in  output  as  compared 
with  1920.  The  wholesale  value  of  the  1921  output  is  stated  as 
$2,212,068,420,  made  up  of  car  and  truck  output,  $1,260,000.000; 
parts  and  accessories,  $409,710,000,  and  tire  replacements,  $542,- 
358,420. 

The  wholesale  value  of  the  154,550  trucks  turned  out  in  1921 
is  stated  as  $166,082,000.  Commercial  vehicle  registration  In 
1921  was  1,127,482.  The  number  of  motorized  express  companies 
in  the  United  States  in  1921  was  1,500,  according  to  the  review. 
The  capital  invested  in  the  motor  truck  manufacturing  business 
is  stated  as  being  $289,334,000.  The  Chamber  submitted  the  fol- 
lowing comparison  of  1921  volume  of  motor  transportation  and 
steam  railroad  transportation: 

Passengers  carried — 

Motor  cars    6,990,862  000 

Railroads     1,034,315,000 

Passenger  mileage — 

Motor  cars    70,820.000,000 

Railroads     . 37,329,114,000 

Tonnage  carried — 

Motor  trucks    1,430,000,000 

Railroads 1,642,251,000 

Ton  mileage — 

Motor  trucks    6,479,200.000 

Railroads     306,755,332,000 

Railroad  figures  from  Interstate  Commerce  Commission. 

Motor  car  passengers  carried  figures  estimated  on  basis  of  9.321,150 

passenger  car  repistration,  2.5  average  number  passengers  carried  per 

car,  average  300  rlays  use  of  car  per  year;  the  average  days'  use  allows. 

for  those  sections  were  roads  are  impassable  three  or  four  months  in 

the  year. 

Other  motor   rar  and  motor  truck  figures   from  TJ.   S.   Bureau   of 

Public  Roads. 

Electric  railways  carry  the  largest  number  of  passengers  annually 

with  a  total  of  13,000,000,000  cash  and  3,000,000,000  transfer  passengers 
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SOUTHEASTERN  CLASS  RATE  INQUIRY 

(Special  correspondence  from  Atlanta.  Ga.) 
In  line  with  the  desire  of  the  southern  carriers  to  urge  the 
giving  of  authority  by  the  Commission  to  readjust  the  rates  as 
prescribed  for  temporary  use  in  I.  ft  S.  docket  1261,  at  least  in 
so  far  as  the  rate*  are  concerned  between  the  Ohio  River  and 
Nashville;  Cairo  and  Birmingham;  Nashville  and  Chattanooga; 
and  Nashville  and  Atlanta,  Charles  H.  Barham,  on  the  stand  in 
the  Southeastern  class  rate  inquiry,  said  the  carriers  proposed 
a  rate  between  the  lower  north  bank  of  the  Ohio  crossings  and 
Nashville  to  be  1.03  per  hundred  pounds  Instead  of  94,  as  a  be- 
ginning point  for  readjustments  they  would  suggest. 

"We  propose  that  the  rate  from  Evansville  to  Nashville,  158 
miles,  shall  be  made  the  same  as  from  Cairo  to  Memphis,  168 
miles,  the  latter  rate  having  been  approved  by  the  Commission 
in  the  Mississippi  Valley  case,"  said  he.  "We  next  propose  the 
same  rate  from  Cairo,  Jeffersonville  and  Metropolis  to  Nash- 
ville, the  average  distance  to  Nashville  from  Evansville,  Cairo, 
Jeffei-sonvllle  and  Metropolis  being  176  miles.  It  seems  proper 
from  this  average  distance  to  carry  a  rate  at  least  as  high  as 
authorized  by  the  Commission  for  the  shorter  distance  of  168 
miles  from  Cairo  to  Memphis. 

"Having  fixed  the  rate  of  the  north  bank  of  the  Ohio  to 
Nashville  at  1.03,  the  rate  from  the  south  Uank  crossings.  Louis- 
ville. Henderson,  and  Paducah  will  be  4  cents  less,  or  99.  The 
difference  grows  out  of  the  Commission's  order  In  docket  7286, 
the  so-called  Hendersonvllle  Commercial  Club  case,  prescribing 
a  3  cents  differential,  which  as  Increased  under  Ex  Parte  74, 
becomes  4  cents." 

Mr.  Barham  went  on  to  say  that  the  suggested  Cincinnati  to 
Nashville  rate  would  be  15  cents  higher  than  from  Jeffersonville 
to  Nashville,  or  1.19.  and  that  It  was  based  on  the  approved  rate 
from  Cairo  to  Memphis  already  mentioned. 

The  carrier*  also  propose  a  rate  of  1.16  from  Memphis  to 
Nashville,  a  distance  of  230  mile*  via  joint  haul,  the  shortest 
single  line  distance  being  238  miles.  It  was  pointed  out  that 
I.  ft  S.  docket  1261  proposed  a  rate  of  1.10  first  class,  but  that 
the  request  for  1.16  la  based  upon  the  rate  from  Cairo  to  Helena. 
Ark..  234  mile*. 

In  considering  the  Gulf  port  rates,  the  carriers  urged  through 
the  witness  that  1.63  Instead  of  1.60  be  flx<-d  as  the  rate  between 
Nashville  and  New  Orleans.  Mobile  and  Pensacola.  the  request 
for  modification  being  based  on  the  1.63  rate  prescribed  by  the 
.mission  for  New  Orleans  to  Cairo.  564  miles.  They  showed 
that  the  average  distance  from  Nashville  to  New  Orleans.  Mobile 
and  Pensaeola  Is  517  miles.  The  distance  to  New  Orleans  is 
560  miles,  or  six  mile*  more  than  from  New  Orleans  to  Cairo. 
Further,  the  carrier*  propose  a  rate  of  1.30  from  Nashville 
to  Atlanta.  288  mile*.  Instead  of  1.15  of  I.  *  8.  docket  1261.  the 
basis  being  a  differential  of  SO  cents  under  the  Ohio  River.  1 
differential  is  to  be  used  not  only  for  Atlanta  but  for  points  re- 
lated and  south  of  that  city.  They  claim  that  if  the  rate  from 
Atlanta  to  Nashville  remains  at  1.15.  It  will  seriously  affect  a 
general  southeastern  adjustment. 

A  rate  from  Birmingham  to  Memphis.  S61  miles,  of  1.26 
Instead  of  1.12.  is  proposed,  and  It  was  stated  that  the  rates  from 
Memphis  should  be  adjusted  with  relation  to  the  rates  from  the 
Ohio  River  crossings  to  the  same  territory. 

The  adoption  of  a  20  cents  differential  for  Memphis  under 
the  Ohio  crossings  to  Birmingham,  puts  Memphis  as  low  as  pos- 
sible without  the  disruption  of  the  entire  adjustment.  It  was  said. 
To  adopt  this  differential  of  20  cents  would  result  In  subsequent 
reductions  to  present  rates,  it  was  said.  This  would  IncTwd*. 


points  other  than   Birmingham    including    Atlanta    and    other 
southeastern  points  via  Atlanta. 

Mr.  Barham  said  the  Cincinnati-Chattanooga  rate  correction 
would  be  dealt  with  by  other  witnesses. 

The  witness  by  the  use  of  statistical  exhibits  demonstrated 
a  comparison  between  the  average  Intra  state  rate*  now  used 
in  southern  territory.  He  said  the  intrastate  rates  In  North 
Carolina  were  a  result  of  political  agitation  growing  out  of  rivalry 
between  the  receiving  and  shipping  market*  of  North  Carolina 
and  Virginia.  The  South  Carolina  and  Alabama  Intrastate  rates 
were  In  line  with  those  prescribed  by  the  Georgia  railway  com- 
mission, but  there  were  none  made  by  the  railway  commissions 
of  Tennessee  and  Kentucky. 

Mr.  Barham  next  dealt  with  a  comparison  of  the  southeast- 
ern and  southwestern  class  rates,  they  having  been  built  up,  he 
said,  under  somewhat  similar  conditions.  By  a  full  exhibit  giv- 
ing detailed  and  average  figures  for  the  classes,  he  showed  that 
nnder  the  southwestern  scale,  the  general  averages  of  classes  1 
to  4  waa  86.1  and  of  classes  1  to  5,  79.2.  He  showed  that  the 
southern  class  scale  general  average  from  1  to  D  Is  56.1. 

In  another  exhibit,  he  showed  that  the  standard  southern 
joint  class  scale  now  proposed  for  uniform  Joint  application  on 
standard  roads  In  southern  territory.  Including  Alabama  line*, 
was  made  by  the  addition  of  first  class  differentials  to  the  slnulo 
line  scale  first  class  rate*  also  now  propon^Mwe  differentials 
being  a*  follow*: 


60  miles  and  under,  first  class add  15  cents 

160  miles  and  over    60.  first  class add  13  cents 

260  miles  and  over  160.  first  class add  11  cents 

360  miles  and  over  260.  first  class add     fl  cents 

460  miles  and  over  360,  first  class add    6  cents 

A  comparison  of  the  proposed  application  of  the  joint  class 
scale  and  the  present  day  (90  per  cent)  combination  basis  for 
typical  distances  over  the  Atlantic  Coast  lines,  the  Central  of 
Georgia,  the  Alabama  Great  Southern,  the  Atlanta,  Birmingham 
and  Atlantic;  the  Louisville  &  Nashville;  Mobile  ft  Ohio,  St. 
Louis-San  Francisco;  Seaboard  Air  Line,  the  Western  Railway 
of  Alabama,  and  the  Southern  railway  showed  that  the  average 
present  day  rate  is  81.7,  and  that  the  proposed  rate  would  be  66.7. 

Mr.  Barham  closed  his  testimony  by  saying  that  the  N.  C. 
ft  St.  L.,  the  railroad  he  represents  as  traffic  manager,  was  tired 
of  complaints  and  litigations,  and  that  it  was  willing  to  do  its 
full  share  to  secure  peace  and  harmony  throughout  the  south- 
east. He  completed  his  testimony  a  day  and  a  half  ahead  of  the 
regular  program  of  the  investigation. 

G.  E.  Boulineau  and  H.  R.  Wilson 

G.  E.  Boulineau,  of  Atlanta,  general  freight  agent,  Wi-.-t 
Point  Route  and  Georgia  Railroad,  and  H.  R.  Wilson,  of  Hatties- 
burg.  Miss.,  traffic  manager  of  the  Mississippi  Central  Railroad, 
t.-.-itified  the  afternoon  of  May  25  on  the  effects  of  state  excep- 
tions, to  Southern  Classification.  Mr.  Boulineau  spoke  on  the 
effect  of  Georgia,  North  and  South  Carolina,  and  Alabama  ex- 
( -pi  ions  and  Mr.  Wilson  testified  to  the  exception  in  the  Missis- 
sippi Valley  territory.  This  testimony  was  given  pursuant  to 
a  request  from  the  Commission  for  Information  indicating  the 
extent  to  which  class  rates  actually  move  traffic. 

Mr.  Boulineau  asked  on  behalf  of  the  railroads  of  the  south- 
east, including  those  of  Georgia,  Alabama,  and  the  Carnllnas.  for 
the  adoption  of  Southern  Classification,  and  the  cancellation  of 
existing  exception  sheets  as  to  all  less-than-carload  items,  and 
carload  Items  covered  by  classes  1  to  D,  Inclusive.  Mr.  Wilson, 
following  Mr.  Boulineau,  asked  for  the  cancellation  of  all  ex- 
ceptions In  the  Mississippi  Valley  territory. 

"At  this  time  there  are  sixty-eight  exception  sheets  to  the 
southern  classification  In  southern  territory,  in  addition  to  the 
separate  state  classifications  In  Georgia.  Alabama,  Florida,  and 
Mississippi,"  said  Mr.  Boulineau.  "The  railroad  commission  of 
Georgia  ha*  already  Issued  an  order  adopting  Southern  Classifi- 
cation In  the  state  of  Georgia,  except 'as  to  commodity  Items  cov- 
ered by  the  lettered  claasea  below  class  D,  which  are  generally 
considered  commodity  rates. 

"The  railroads  are  proposing  to  continue  carload  commodity 
items  In  the  various  exception  sheets  below  class  D.  pending  the 
cr.mplete  revision  of  the  various  commodity  rates  whlc-h  are  now 
under  way  and  which  will  follow  the  revision  of  class  rates  as 
promptly  as  practicable." 

Mr.  Hotilineau  said  the  present  varying  ratings  on  less  thnn 
carload  merchandise  traffic  caused  not  only  discriminations  be- 
tween the  different  jobbing  or  distributing  centers  and  the  manu- 
facturing points,  but  also  much  confusion,  and  was  the  direct 
cause  of  many  overcharge  claims.  With  a  uniform  rate  basis 
applicable  In  southern  territory.  It  would  be  manifestly  impossible 
to  continue  the  varying  exception  sheets  and  classifications,  he 
said. 

He  testified  that  the  Southern  Classification  packing  specifi- 
cations were  complete,  while  those  shown  in  the  various  excep- 
tion sheets  were  meager.  This,  he  said,  caused  further  confusion 
and  discrimination  which  should  be  avoided  and  would  be  avoided 
by  the  adoption  of  Southern  Classification. 

Mr.    Boulineau    submitted    exhibits    showinp   comparison    of 
ratings  in  the  more  Important  exception  sheets  with  ratlnt's 
of  the  same  articles  in  Southern   Classification,  and  called  at- 
tention to  alleged  specific  cases  of  discrimination. 

He  also  spoke  of  the  so-called  statutory  rates  of  Alabama,  ap- 
plicable Intrastate.  based  on  action  of  the  legislature  of  that 
state,  which  prescribed  rate  scales  for  those  commodities  In 
line  with  the  rate  scale*  prescribed  by  the  Georgia  commission 
for  the  carriers  in  the  latter  state.  The  Georgia  commission  has 
prescribed  a  new  set  of  class  rates  and  adopted  Southern  Classi- 
fication. The  railroads  propose  that  throughout  the  Southeast- 
ern territory  the  rate  scale  shall  be  on  a  uniform  basis  and  all 
governed  by  Southern  Classification,  which  will  mean  the  cancel- 
lation of  the  Alabama  statutory  rates.  These  statutory  rates 
are,  in  practicable  effect,  classification  exceptions. 

Mr.  Boulineau  explained  in  detail  the  application  of  the  in- 
dividual railroads'  exception  sheets  between  Interstate  points, 
and  pointed  out  other  alleged  discriminations  resulting  from 
use  thereof. 

J.    E.    Tilford    Testifies 

Dealing  particularly  with  the  proposed  adjustment  of  class 
rates  from  the  Ohio  River  crossings.  St.  I/ouis.  Memphis,  Nash- 
ville, lower  Mississippi  crossincs.  and  Gulf  ports  and  related 
points  to  junction  or  competitive  points  in  southeastern  territory 
and  In  the  reverse  direction,  J.  K.  Tilford,  assistant  to  the  freight 
traffic  manager  of  the  Louisville  and  Nashville  Railway,  took  the 
stand  May  26. 

The  witness  who  is  chairman  of  the  sub-committee  of  the 
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fourth  section  committee  of  the  southern  carriers,  started  his 
testimony  with  a  historical  sketch  of  rate  adjustment  in  the 
southeast,  emphasizing  particularly  the  progress  made  in  this 
respect  from  the  time  the  "basing  point"  system  prevailed  until 
the  taking  over  of  the  railroads  by  the  government  in  war  times. 

He  pointed  out  that  the  carriers  were  now  confronted  with 
entirely  different  conditions  from  those  existing  at  the  time  Fourth 
Section  Order  3866  was  issued,  which  makes  it  impossible  to 
carry  forward  the  readjustment  of  the  southern  rates  under  the 
principles  laid  down  in  that  order  and  decision. 

Among  the  changes  which  followed  were  Fourth  Section 
Order  7666,  denying  fourth  section  relief  at  Nashville,  and  Fourth 
Section  Order  7542,  denying  relief  between  St.  Louis,  Memphis 
and  New  Orleans,  and  points  taking  the  same  rates,  on  the 
grounds  that  there  is  no  actual  or  potential  water  competition 
on  the  Mississippi  that  justifies  lower  rates  at  the  points  referred 
to  than  at  intermediates. 

In  addition  to  these  and  other  decisions,  Mr.  Tilford  testified, 
the  fourth  section  of  the  act  was  amended  by  the  transportation 
act  of  1920,  limiting  the  discretion  formerly  allowed  the  Com- 
mission in  granting  fourth  section  relief  by  prohibiting  relief 
on  account  of  merely  potential  water  competition  not  actually 
in  existence,  and  restricting  the  relief  that  should  be  granted 
because  of  circuity  of  route. 

The  witness  presented  exhibits  showing  excerpts  from  re- 
ports in  the  Memphis-Southwestern  investigation  (I.  C.  C.  9702, 
55  I.  C.  C.  515);  the  Murfreesboro  Board  of  Trade  Case  (I.  C.  C. 
9190,  55  I.  C.  C.  648);  the  Meridian  Traffic  Bureau  case  (I.  C.  C. 
10996,  57  I.  C.  C.  107);  and  a  general  statement  from  the  Com- 
mission's annual  report  *bf  1920  with  regard  to  the  policy  of 
granting  fourth  section  relief  on  the  ground  of  water  competition, 
and  making  reference  to  the  decision  in  the  Memphis-Southwest- 
ern case  denying  relief  at  points  on  the  Mississippi  River. 
•  "Under  the  circumstances,"  Mr.  Tilford  continued,  "the  car- 
riers concluded  that  they  were  not  only  prohibited  from  proceed- 
ing with  the  revision  of  their  rates  under  the  principles  laid 
down  in  Fourth  Section  Order  No.  3866,  but  that  they  would 
also  have  to  readjust  rates  already  published  in  compliance  with 
that  order  and  decision  removing  the  Fourth  Section  departures 
which  have  been  continued  in  effect  at  water  depressed  points." 

The  revision  of  the  class  rates  here  proposed  by  the  carriers, 
according  to  the  -witness,  would  bring  the  southeastern  adjust- 
ment into  conformity  with  the  long  and  short  haul  rule  of  the 
act  as  amended  by  the  transportation  act  of  1920,  subject  to  the 
following  fourth  section  relief  within  the  power  of  the  Commis- 
sion to  grant: 

1.  Circuitous  rail   line   or  route,   because  of   such   circuity,   to   be 
granted  authority  to  meet  the  charges  of  a  more  direct  line  or  route 
from   or  to   competitive   points   and    to   maintain    higher   charges    from 
or  to  intermediate  points  on  its  line,  provided  the  authority  shall  not 
include  intermediate  points  as  to  which  the  haul  of  the  petitioning  line 
or  route  is  not  longer  than  that  on  the  direct  line  or  route  between 
the   competitive   points. 

2.  Where    the    above    rule    is    complied    with   from    or    to    pivotal 
points,    to    permit   grouping    therewith    of    other    points    in    recognized 
or  established  groups;   further  to  permit  establishment  of  rates   from 
or  to  other  points   made   with   relation   to   the   rates   from   or   to   such 
pivotal  points,  without  requiring  the  observance  of  Rule  1. 

Mr.  Tilford  then  showed  another  exhibit  statement  giving 
facts  with  respect  to  the  present  relative  adjustment  of  rates 
from  various  Ohio  and  Mississippi  crossings  to  Atlanta,  Birming- 
ham, Montgomery,  Selma,  and  other  points,  with  respect  to  the 
history  of  their  present  adjustment.  He  said  their  history 
showed  that  they  had  been  the  result  of  arbitration,  competition, 
and  compromise,  being  finally  settled  by  the  arbitration  and  de- 
cision of  Thomas  M.  Cooley  in  1886. 

He  pointed  out  that  the  grouping  of  the  Ohio  River  cross- 
ings and  the  subdivision  of  the  southeastern  territory  into  two 
divisions  was  recognized  by  the  Commission  in  its  supplementary 
decision  in  the  fourth  section  violations  in  the  Southeast  (32 
I.  C.  C.  61). 

"In  this  proposed  adjustment,"  said  Mr.  Tilford,  "for  Ohio 
River  crossings  and  related  points,.  Cincinnati  and  Louisville 
have  been  treated  as  pivotal  points  and  fourth  section  violations 
have  been  removed,  subject  to  the  circuitous  route  rule  referred 
to  above.  Experience  has  demonstrated  that  it  is  impossible  to 
work  out  an  adjustment  continuing  established  groups  or  main- 
taining differentially  related  rates  and  at  the  same  time  apply 
the  circuity  rule  referred  to  from  each  point  in  the  group.  This 
is  obvious  when  consideration  is  given  to  the  multiplicity  of 
routes  from  the  several  Ohio  River  crossings  and  related  points 
into  southeastern  territory."  The  witness  filed  an  exhibit  con- 
taining twelve  illustrations  purporting  to  bear  out  his  contention. 

Mr.  Tilford  announced  that  he  was  prepared  to  go  into  detail 
as  to  the  general  plan  of  the  proposed  revision  in  which  is 
contemplated,  as  testified  by  Mr.  Barham,  a  uniform  class 
relationship  the  same  as  that  prescribed  by  the  Commission 
in  I.  and  S.  1261,  except  in  classes  A  and  B,  in  which  the  car- 
riers propose  35  per  cent  of  first  class  for  A,  instead  of  29 
per  cent,  and  40  per  cent  of  first  class  for  B,  instead  of  35 
per  cent.  Another  difference,  he  said,  was  the  rule  for  the 
disposition  of  fractions.  The  rule  prescribed  by  the  Commis- 
sion retains  the  fractions  to  the  extent  of  %,  while  the  car- 
riers propose  to  dispose  of  fractions  entirely. 


He  explained  the  main  reasons  why  Atlanta  and  Birming- 
ham been  been  selected  by  the  carriers  as  pivotal  points  in 
the  new  rate  structure  proposed,  saying  they  were  chosen  be- 
cause they  were  historically  and  industrially  the  key  points  of 
the  southeast. 

A  history  of  their  rate  structures  further  justified  the  selec- 
tion, according  to  the  witness,  who  said  that  Atlanta's  rate 
structure  had  been  before  the  Commission  often  and  it  had 
been  clearly  shown  that  the  rates  from  Ohio  River  crossings 
to  Atlanta  had  been  depressed  below  what  might  be  considered 
a  normal  level  of  rates  by  keen  competition  on  the  part  of 
carriers  serving  western  markets  and  the  all-rail  and  rail-and- 
water  carriers  serving  eastern  markets. 

The  witness  pesented  exhibits  showing  the  rate  history  of 
Atlanta  and  another  series  of  exhibits  showing  the  chrono- 
logical order  of  Atlanta  rate  changes  over  a  fifty-two-year  pe- 
riod ending  with  the  present  time. 

"It  is  true  that,  based  on  present  levels,  the  160  scale  pro- 
posed is  lower  than  any  operated  during  that  time  with  the 
exception  of  the  period  covering  12  years  and  4  months  where 
there  was  a  lower  level — but  11  years  of  that  time  covered 
the  time  during  which  the  compromise  rates  were  in  effect, 
which  the  Commission  itself  found  were  not  voluntarily  estab- 
lished by  the  carriers,"  said  he. 

Another  exhibit  was  presented  containing  extracts  from 
the  report  of  the  Commission  in  fourth  section  violations  of 
the  southeast  (30  I.  C.  C.  153),  showing  facts  in  the  adjustment 
of  rates  from  the  Ohio  and  Mississippi  crossings  to  Atlanta,  and 
the  findings  of  the  Commission  with  respect  to  the  reasonable- 
ness of  the  rates  from  the  Ohio  and  Mississippi  crossings  to 
Atlanta  and  intermediate  points.  An  exhibit  was  also  filed 
showing  extracts  from  the  same  report  and  referring  in  the 
same  terms  to  the  rates  from  the  Ohio  and  Mississippi  cross- 
ings to  Birmingham. 

"Both  represent  a  low  level  on  which  to  base  readjustment." 
said  Mr.  Tilford.  "It  not  only  removes  inconsistencies  and  dis- 
crepancies, but  on  the  average  in  the  aggregate  the  level  of 
the  rates  from  the  Ohio  and  Mississippi  Crossings  and  related 
points  and  Gulf  ports  into  southeastern  territory  will  be  ma- 
terially lower,  and  it  will  take  some  advances  in  other  direc- 
tions to  offset  the  loss  of  revenue  in  this  adjustment. 

"As  stated  the  proposed  readjustment  of  the  carriers  is  not 
based  upon  the  present  rates  for  Ohio  River  crossings  to  At- 
lanta and  Birmingham,  but  upon  rates  prescribed  by  the  Com- 
mission in  the  reverse  direction  in  I.  and  S.  docket  1261." 

The  exhibit  next  shown  was  one  showing  the  routes  com- 
peting for  the  transportation  of  traffic  to  Atlanta  from  the  Ohio 
and  Mississippi  crossings. 

Mr.  Tilford  presented  a  statement  showing  the  distances 
and  the  present  class  rates  as  compared  with  the  proposed 
rates  on  classes  1  to  D,  inclusive,  from  Ohio  River  crossings, 
Mississippi  crossings,  and  Gulf  ports,  to  Atlanta. 

A  rate  of  160  was  proposed  for  the  rate  between  Cincinnati, 
Louisville,  Evansville  and  Cairo,  and  Atlanta,  a  distance  of 
466  miles,  he  said.  Memphis  to  Atlanta,  418  miles,  would  be 
150  under  the  proposal;  Greenville,  Miss.,  and  Vicksburg,  458 
and  460  miles,  respectively,  would  be  160;  New  Orleans  to  At- 
lanta, 493  miles,  160;  Baton  Rouge  to  Atlanta,  583  miles,  165; 
and  Mobile  and  Pensacola,  352  and  336  miles,  respectively,  145. 

As  to  rates  to  Birmingham,  the  witness  said  Memphis  to 
Birmingham,  251  miles,  was  proposed  to  be  125,  or  20  less  than 
from  the  Louisville,  Evansville,  Cairo  group;  New  Orleans  to 
Birmingham,  355  miles,  145;  Greenville,  Miss.,  and  Vicksburg, 
291  and  293  miles,  135;  Baton  Rouge,  416  miles,  150;  and 
Mobile  and  Pensacola,  269  and  259  miles,  to  Birmingham,  130. 

After  announcing  the  pivotal  rates  from  Ohio  and  Missis- 
sippi River  crossings  and  Gulf  ports  to  Atlanta  and  Birming- 
ham, Mr.  Tilford  went  into  a  detailed  explanation  of  the  present 
rates  and  the  rates  proposed  by  the  carriers  for  the  other  points 
in  the  territory.  The  proposed  rates,  he  said,  were  suggested 
with  due  consideration  of  the  present  adjustment,  group  rela- 
tions, distance,  and  geographical  location.  He  again  called  at- 
tention to  the  fact  that  the  primary  purpose  of  the  readjust- 
ment proposed  was  the  removal  of  fourth  section  departures  re- 
sulting from  low  depressed  rates  at  certain  points  because  of 
actual  or  potential  water  competition,  and  to  increase  such 
depressed  rates  sufficiently  so  that  the  observance  of  those 
rates  as  maxima  at  intermediate  points  will  not  too  seriously 
affect  the  carriers'  revenue. 

"In  accomplishing  this,"  he  said,  "the  carriers  did  not  feel 
that  they  would  be  justified  in  departing  radically  from  the 
adjustment  heretofore  existing.  They  gave  due  regard  to  dis- 
tance, although  distance  was  by  no  means  the  prime  or  con- 
trolling factor,  but  they  considered  as  well  the  other  features 
mentioned,  such  as  geographical  location,  grouping  of  points 
in  the  same  general  territory,  and  the  existing  adjustment." 

The  witness  then  went  into  a  detailed  discussion  of  the 
Atlanta  sub-territory,  comparing  the  rates  to  representative  sta- 
tions proposed  to  those  now  existent. 

Among  the  points  to  which  he  referred,  with  the  comparison 
of  the  present  and  proposed  rates,  were: 
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$35,500,000  for  New  Equipment 

TT  is  the  well-known  policy  of  the  New  York  Central  Lines  to  pro- 
•*•  vide  as  large  a  reserve  of  cars  and  locomotives  as  can  be  safely 
carried  through  periods  of  light  traffic. 


The  New  York  Central  Lines  have 
earned  a  reputation  for  being  forehanded 
in  providing  equipment.  Two  years  ago, 
when  Government  operation  of  the  rail- 
roads terminated,  the  New  York  Central 
Lines  placed  orders  for  206  locomotives, 
265  passenger  cars  and  9244  freight  cars, 
involving  an  expenditure  of  $48,776,000. 

The  1922   equipment  order  calls  for 


17,500  freight  cars  and  75  locomotives, 
entailing  an  expenditure  of  $35,500,000. 

This  heavy  investment  in  equipment 
must  be  made  by  a  railroad  system  of 
the  magnitude  of  the  New  York  Central 
Lines,  in  order  that  it  may  have  an  equip- 
ment reserve  to  draw  upon  when  traffic 
rapidly  rises  with  the  tide  of  business 
recovery. 


NEW  YORK  CENTRAL  LINES 

BOSTON  &- ALBANY  -  MICHIGAN  CENTRAL  -  BIG  POUR  -  LAKE  ERIE  &  WESTERN 

KANAWHA  ^MICHIGAN  -TOLEDO  &OHIO  OTNTHAL- PITTSBURGH  SIAKE  ERIE 

NEW  YORK  CENTRAL -AND -SUBSIDIARY    LINES 
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Chattanooga,    T.  mi.,    pr. 


•tie.    119;    r""T'"'ffftil.    177       


. 

l>:ilton.   (In.,    present   rate.    161%;    proposed,   145. 
Kom  .  nt.   167%;  proposed,   155. 

M:I|I:IIM:I    I'iiy  ami    (  iailsdi-n.    Ala.,    present,   167%;   proposed,    1T>5. 
Carl.  TS\  illr.    C:i.,    present,    167%;    proposed,    160. 

pri'scnt.    167%;   proposed.  .160. 

Aimi.ston  ami  Tallnelri;.-!.    Al.-i.,   present.   167%;  proposed,  160. 
lirillln,   <',:(.,   pivsriu.    1SI%;   proposed,    170. 
I,a   (ii-aiiKe.   (la.,    present.    1X4%;   proposed,    175. 
M  •  nt,  167%;   proposed,   175. 

Columbus.  •  ;.•!..  present,  1S3  from  Cincinnati  :md  167%  from  Ijouis- 
ville;  proposed,  175. 

opelika,  Ala.,   present,  181%  from  Cincinnati  and  161  from  Louis- 

ville;    [TiiIM'Si'i  i.     17.'.. 

Athens.  Ga.,  present,  175;  proposed.  175. 

•  nl   Milledgevlllu,   Ga.,   present,   184%   to  Washington 
;rs  t.>  UUledcevUle;  proposed,  185. 

Augusta,    (!a..    pn    '  nt.    167%;   proposed.    187. 

Alli.-my.    Aincricus.    Cordele  and   Dawson,    Ga.,    present,    205;    pro- 
I,    193. 

Hawkinsville   and    Dublin,    Ga.,   present,    205%    and    206;    proi 
193. 

FitzRei'.-il.l.  Mcmltrio.  Bainbridge,  Waycross.  Quitman,  ThoBMBVllIe 
and  Valdosta.  Ga.,  present,  to  Fitzgerald,  Moultrie,  Quitman.  Thomiis- 
ville.  and  Valdosta,  227;  to  Bainbridge,  205,  and  to  Waycross,  211%; 
proposed,  208. 

Savannah,  Ga.,  Charleston,  S.  C.,  and  Jacksonville,  Fla.,  present, 
149%;  proposed,  208.  • 

Tallahassee,  Quincy,  Madison  and  Live  Oajc,  Fla.,  present,  230; 
proposed,  218. 

Mr.  Tilford  then  discussed  the  rates  of  the  Montgomery  sub- 
territory,  mentioning  in  introduction  that  the  proposed  rates 
from  Ohio  River  crossings,  Louisville  and  west,  had  been  grouped 
to  this  territory  with  rates  from  Cincinnati  made  a  differential 
higher  than  from  Louisville. 

The  differentials  today,  he  said,  were  not  uniform  in  all 
points,  due  to  the  percentage  decreases  (General  Order  No.  28 
and  Ex  Parte  74).  Taking  Birmingham  as  an  illustration,  the 
changes  in  the  differentials  between  Cincinnati  and  Louisville 
on  the  several  classes  would  be  as  follows: 

First  class  differential  will  be  reduced  from  15%  to  15. 
Second  class  differential  will  be  reduced  from  16  to  13. 
Third  class  differential  will  re  reduced  from  15%  to  11. 
Fourth  Qlass  differential  will  be  reduced  from  12%  to  10. 
Fifth  class  differential     will  be  reduced  from  10%  to  10. 
Sixth  rlis<!  differential  will  be  reduced  from  9%  to  6.  • 
Class  A  differential  will  be  reduced  from  6  to  5. 
Class  B  differential  will  be  increased  from  3  to  6. 
class  C  differential  will  be  increased  from  3  to  4. 
Class  U  differential  will  be  increased  from  3  to  4. 

He  indicated  that  he  would  deal  principally  with  Louis- 
ville, Evansville,  and  Cairo  group  rates,  it  being  understood 
that  the  proposed  rates  from  Cincinnati  were  made  15  cents 
higher  than  from  Louisville  or  Jeffersonville,  the  latter  being 
the  north  bank  crossing  just  across  the  Ohio  from  Louisville. 

Among  the  points  in  this  territory  to  which  he  referred, 
with  the  present  rates  and  the  proposed  rates,  were: 

Nashville.    Tenn.,    present    (from    the    north    bank    crossings),    94; 
proposed,  103;   from  Cincinnati,  proposed,   118. 
Decatur,  Ala.,  present,   124:  proposed.  127. 
Florence.   Ala.,    present,    124.    proposed,    127. 
Huntsville,    Ala.,    present,    124;    proposed,    127. 
Birmingham,    Ala.,    present.    152;    proposed,    145. 
Tuscaloosa,  Ala.,  present,  169;  proposed,  155. 
Montgomery  and  Selma,  Ala.,  present,   160;  proposed,   160. 
Troy,  Ala.,   present,   200;   proposed,   175. 
Dothan,  Ala.,  present,  205;   proposed,   193. 

The  witness  then  took  up  the  rates  of  the  East  Tennessee 
sub-territory,  that  portion  of  the  state  lying  east  of  the  line  of 
the  Cincinnati,  New  Orleans  &  Texas  Pacific  railway  from  the 
Kentucky-Tennessee  state  line  to  and  including  Harriman,  Tenn. 
To  this  territory,  he  said,  the  proposed  rates  from  Cincinnati 
and  Louisville  were  made  the  same,  and  the  proposed  rates 
from  crossings  west  of  Louisville  (represented  in  the  statement 
by  Evansville  and  Cairo),  were  made  differential  higher. 

The  proposed  rates  for  cities  in  this  sub-territory,  he  an- 
nounced as  follows: 

From  Cincinnati  to  Jellico,  Tenn.,  and  Middleboro,  Ky.,  122;  from 
Kv.-msville,  145. 

From  Cincinnati  to  Harriman,  Tenn.,   127;  from  Evansville,  142. 

From  Cincinnati  to  Knoxville.  Tenn..  127;  from  Eva"nsville,  142. 

From  Cincinnati  to  Appalachia.  Va..  136;   from  Evansville,   156. 

From  Cincinnati  to  Johnson  City,  Tenn.,  and  Bristol,  Va.-Tenn., 
145;  from  Evansville,  165. 

Mr.  Tilford  then  presented  a  series  of  exhibit  charts  illus- 
trative of  the  proposed  adjustment  from  all  of  the  Ohio  River 
crossings,  via  all  routes,  to  South  Atlantic  ports  and  to  inter- 
mediate southeastern  territory. 

"It  will  be  noticed,"  he  said,  "That  increases  are  proposed 
only  at  the  points  at  which  rates  have  heretofore  been  depressed 
by  water  competitive  influences,  while  the  rates  to  intermediate 
territory  will  be  materially  reduced,  resulting  generally  in  a 
lower  level  of  rates  in  the  territory.  In  the  proposed  adjust- 
ment the  rates  have  been  graded  to  a  larger  extent  than  here- 
tofore, thus  reflecting  the  geographical  location  and  the  shorter 
distances  at  intermediate  points." 

The  witness  next  offered  another  series  of  exhibit  state- 
ments and  charts  demonstrating  further  to  a  minute  degree  the 
proposed  adjustments  and  their  effect  on  the  rates  of  the  south- 
eastern territory. 

His  next   topic    concerned   the   proposed   adjustment    from 


the  other  origins,  rat  PS  from  which  are  made  with  relation  to 
the  rates  from  the  Ohio  River  crossings. 

He  brought  out  in  the  case  of  St.  Louis  that  the  distances 
to  southeastern  points  from  St.  Louis  were  generally  167  miles 
greater  than  from  Evansville,  or  152  miles  greater  than  from 
Cairo.  He  showed  by  an  exhibit  the  distances  from  St.  Louis 
as  compared  with  tlia  distances  from  Evansville  and  Cairo  to 
representative  southeastern  points. 

"Under  the  proposed  adjustment,"  he  said,  "rates  from  St. 
Louis  will  be  made  33  cents  higher  first  class  than  rates  from 
Cairo  and  Evansville  to  points  on  and  north  of  the  line  of  the 
Southern  railway,  Memphis  division,  from  Corinth  to  Chatta- 
nooga, inclusive,  thence  on  and  north  of  the  line  of  the  South- 
ern Railway  from  Chattanooga  to  Knoxville,  inclusive.  To  ter- 
ritory south  and  east  of  the  above  described  line,  the  proposed 
differential,  St.  Louis  over  Evansville  and  Cairo,  is  30  cents  first 
class." 

Regarding  the  rates  from  Memphis,  Tenn.,  Mr.  Tilford  said 
that  in  the  proposed  readjustment,  the  rates  from  Memphis  to 
Birmingham  and  Montgomery,  where  the  differences  in  distance 
in  i'avor  of  Memphis  compared  with  lower  Ohio  crossings  are 
111  to  114,  respectively,  the  differential  used  was  20  cents  first 
class.  This  difference,  he  said,  had  been  applied  to  such  points 
as  Anniston,  Talladega,  Tuscaloosa,  Opelika,  Columbus  and  La- 
Grange,  and  points  intermediate  with  those  junctions  just  east 
of  Montgomery  and  Birmingham.  To  other  points  in  the  south- 
eastern territory,  such  as  Albany,  Americus  and  Cordele,  where 
the  short-line  distances  from  both  Louisville  and  Memphis  are 
via  Birmingham,  the  Memphis  differential  under  Ohio  River 
crossings,  Louisville  and  west,  had  been  made  15  cents  on  first 
class  notwithstanding  the  fact  that  the  present  difference  is 
6  cents  first  class. 

To  Atlanta,  Macon  and  other  southeastern  points  where  the 
short-line  distances  Louisville  and  the  lower  Ohio  crossings  and 
from  Memphis  are  via  Atlanta,  the  difference  had  been  made 
10  cents  on  first  class,  with  the  corresponding  differences  on 
other  classes.  The  10  cents  difference  at  Atlanta,  Macon  and 
other  points  in  the  territory  referred  to,  where  the  difference 
in  distance  in  favor  of  Memphis  is  44  miles,  was  the  same,  he 
said,  as  resulted  under  the  Commission's  decision  in  I.  and  S. 
1261. 

To  Rome,  Ga.,  where  the  distance  difference  in  favor  of 
Memphis  decreases  to  24  miles,  the  differential  had  been  made 
5  cents  first  class.  To  Chattanooga,  Tenn.,  Dalton,  Ga.,  and 
points  in  this  vicinity,  the  rates  from  Memphis  had  been  made 
the  same  as  from  Ohio  River  crossings.  In  the  east  Tennessee 
territory  to  such  points  as  Harriman,  Johnson  City  and  Knox- 
ville, the  present  and  proposed  rates  were  the  same  as  from 
Evansville  and  Cairo,  he  said. 

The  witness  filed  exhibits  designed  to  compare,  as  a  whole, 
the  present  and  proposed  rates  from  Memphis  to  points  in  the 
southeast  having  more  than  1,000  population,  the  figures  indi- 
cating that  the  proposed  rates  bring  substantial  reductions 
throughout  the  territory.  "In  comparison  the  increases  are 
quite  insignificant,"  he  declared,  "with  the  possible  exception 
of  the  south  Atlantic  ports,  where  the  rate  has  been  unreasonably 
low." 

Taking  up  rates,  present  and  proposed,  from  Nashville  to 
southeastern  territory,  the  witness  said  that  in  place  of  the 
present  three  sets  of  differentials,  Nashville  under  the  Ohio 
crossings,  Louisville  and  west,  42%  to  Atlanta.  Macon  and  Co- 
lumbus, Ga.,  34%  to  Birmingham,  and  24  to  south  Atlantic  ports, 
the  carriers  proposed  a  uniform  differential  of  30  cents  less 
than  rates  from  the  Louisville  group  to  southeastern  territory. 

He  said  that  to  Chattanooga,  Decatur,  Florence,  Huntsville 
and  Sheffield,  Ala.,  groups,  all  within  150  miles  of  Nashville, 
the  carriers  proposed  the  mileage  scale.  To  Knoxville  a  rate 
of  125  was  proposed;  to  Johnson  City  and  Bristol.  150;  to  Har- 
riman, 115;  to  Appalachia,  150;  and  to  Jellico,  130.  A  set  of 
comparison  exhibits  setting  forth  the  rates  from  Nashville  was 
presented. 

In  reference  to  the  rates  from  Kentucky  and  Tennessee 
points  intermediate  with  Ohio  River  crossings,  the  witness  called 
attention  to  the  fact  that  the  class  rates  from  a  number  of 
these  junction  points  had  been  made  the  same  as  from  the 
more  distant  Ohio  River  crossings  and  said  that  the  maximum 
basis  would  be  continued,  but  that  from  some  of  the  interme- 
diate points,  where  justified  by  distance,  the  rates  would  be 
graded  lower  than  proposed  rates  from  Ohio  crossings. 

One  of  the  serious  problems  of  the  carriers  in  the  proposed 
adjustment  was  to  work  out  a  scheme  of  rates  to  southeastern 
territory,  Mississippi  Valley  territory,  and  Carolina  territory,  so 
that  the  rate  adjustment  to  the  three  territories  would  properly 
dovetail  and  avoid  fourth  section  departures,  these  territories 
being  differently  situated  geographically  with  relation  to  the 
Ohio  crossings  to  each  territory  both  in  present  and  in  proposed 
adjustment,  said  Mr.  Tilford. 

He  presented  as  an  exhibit  a  railroad  map  of  the  South- 
east, on  which,  at  various  larger  cities,  was  marked  the  pro- 
posed rate  from  Cincinnati  and  the  proposed  rate  from  Louis- 
ville. 

In  explanation,  he  brought  out  first  a  comparison   between 
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Port  ol 
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(Mass.) 

The  Southern  Gateway 
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Industrial  New  England 


Rapidly  growing  as  shipping  point,  for 

Azores  Islands 
Cape  Verde  Islands 
Lisbon,  Portugal 
Mediterranean  Ports 

Has  large  sheltered  harbor. 
Channel  depth  25  ft.  at  low  tide. 

Modern  steel  and  concrete  pier  accommo- 
dations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y.  N.  H.  &  H.  railroad  with 
tracks  direct  from  pier. 

1,250,000  sq.  ft.  modern  warehouse  space, 
part  of  which  is  at  water's  edge. 

Much  Quicker  Service  and  Lower 

Handling  Charges  Than  in  Most 

of  the  More  Congested  Ports 


An  Opportunity  for  Shipping  Men! 

Recognized  as  the  chief  cotton  concentration 
point  in  New  England,  this  port  handles 
annually  750.000  bales. 

Mills  consuming  1.250,000  bales  each  year 
are  within  easy  motor  trucking  distance. 

This  cotton  could  come  more  cheaply  by 
water  and  would  do  so  if  direct  water  connec- 
tion with  Southern  ports  were  established. 


Full  Co-operation  in  Developing  Port  Traffic 
Will  Be  Given  by 

New  Bedford  Boiler  A  Mark  Co. 
New  Bedford  Storage  Warehouse  Co. 
SUeon  A  Kilbum 

(Mai.  Electrical  an*]  Ship  Supplier 


Durf  A  Son 
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Greeti  It  Wood    Lumber  > 
GajDnin;  Boiler  A  Mack  Ce>. 


New  Bedford  Board  of  Commerce 
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Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American    Ship  and    Commerce    Corporation 

General  Agent*:  Hamburg-American  Line 

American-Hawaiian  S.  S.  Co. 
INTERCOASTAL  SERVICE 

Between    New    York,   Boston,   Philadelphia   and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


H. •-!. in 
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S.S.    AKI/.OMAN 
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June  3  June  1 
June  8 
June  IS 
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June  17 


July      1 

Sailings    every    Thursday    from    New    York,    every 

Saturday  from   Boston  and  alternate  Saturdays 

from    Philadelphia,  and   fortnightly    from 

the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

V.  8.   Parlflc  Coaat   Peru  te  the   Principal   PorU  of   the   United 
Kingdom    and   Continent — Direct    Fort- 
nightly  Sailing* 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 
NEW  YORK  TO  HAMBURG 

8.8.  'MOUNT   CARROLL    June  8 

U.  tBELJANCE     June  13 

8.8.  +HAN8A     June  IS 

8.8.  'MOUNT  CLINTON June  it 

*  Carrie*  third-elan  paxengen. 

t  Cabin  and    third-clau  paucngera. 

J  Flnt.  aerond.   (hi.d-clata  raaininn 

LOADING    PIER   1«,    NORTH    RIVER 

IMIII   \  I'M  I'lll  \   TO  BREMEN   AND  HAMBURG 

8.8.  OREGONIAN    (rla    Baltimore) Jon*  13 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  CALLI8TO    <rla    BaltiBore    and    Norfolk) June  7 

8.8.  (JKllKI.IAN    «ia   Baltimore  and   Norfolk) July  « 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CALLIBTO   (rla  Norfolk) June  IS 

8.8.  OREGOMAN     June  21 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CALLI8TO    June  17 

8.8.  GEORGIAN July  IS 

NEW   ORLEANS  TO  BREMEN  AND  HAMBURG 

8.8.  WE8TERWALD    Late  July 

Throoch  bill,  of  lading  ria  Hamburg  iaaued  to  all  Scandinavian 
and    Bailie    Porta 

U.  S.   Government  Ships 
NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang.    Belawan-Deli.    Port    Swetlrnhaai,    Singapore,    Batavia, 
Bamaranr.   Soerabaya 

8.8.  HALF  MOON    June  10 

A  8TKAMER   July  1* 

8teamera   take    cargo   for  Tunii,   Alexandria   and   Syrian    Coait 

Porta 
Loading  Pier  11.  Pouch  Terminal.  Clifton.  S.   I. 

General  Offices:  39  BROADWAY,  New  York 

Telephone    Whitehall    1«2» 

WESTERN    FREIGHT   OFFICE 

Chicago.   327  South   LaSalle  Street  Phone  Wabaah   48fl 

BRANCH    OFFICES 
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Pittsburgh.   Oli»er   Bldg.  Phone    Grant     7431-2 
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GENERAL    PACIFIC    COAST    AGENTS 
Williami.  Dimond  A  Co..  31*  Baneome  St..  San   Kranci.co 
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the  proposed  rates  from  Cincinnali  and  Louisville  to  southeast- 
ern territory  versus  the  Mississippi  Valley  territory. 

He  pointed  out  that  the  rate  proposed  to  Nashville  from 
Cincinnati  was  118,  and  from  Louisville  99,  while  to  Paris, 
Tenn.,  on  the  border  of  the  Mississippi  Valley  territory,  the  rate 
proposed  from  Cincinnati  was  134  and  from  Louisville  119;  to 
Jackson,  Tenn.,  another  border  point,  from  Cincinnati,  138;  and 
from  Louisville,  123.  He  also  compared  the  rates  to  junction 
points  on  the  Memphis  division  of  the  Southern  Railway  to  the 
Huntsville-Decatur-Florence-Sheffield  group,  from  Cincinnati,  142, 
and  from  Louisville,  127;  and  the  proposed  rates  to  Corinth, 
Miss.,  from  Cincinnati,  151,  and  from  Louisville,  136;  also  the 
rates  to  Birmingham  from  Cincinnati,  160,  and  from  Louisville, 
145,  with  the  proposed  rates  to  the  Columbia,  West  Point,  Miss., 
group,  just  west  thereof,  which  are,  from  Cincinnati,  178,  and 
from  Louisville,  163;  also  the  proposed  rates  to  Birmingham  to 
those  to  Tuscaloosa,  from  Cincinnati,  170,  and  from  Louisville, 
155,  to  Montgomery  and  Selma,  from  Cincinnati,  175,  and  from 
Louisville,  160,  with  proposed  rates  to  Meridian,  Jackson  and 
Vicksburg,  from  Cincinnati,  190,  and  from  Louisville,  175. 

He  stated  that  the  southeastern  adjustment  likewise  dove- 
tailed with  the  Carolina  territory,  giving  as  examples  the  fact 
that  the  proposed  rate  to  Knoxville  from  both  Cincinnati  and 
Louisville  was  127;  to  Morristown,  Tenn.,  142;  and  to  Hender- 
sonville  and  Asheville,  N.  C.,  155.  In  this  connection  he  com- 
papred  the  rate  proposed  to  Atlanta,  160,  from  both  cities,  and 
that  to  Gainesville  and  Tjuccoa,  Ga.,  175,  with  the  rate  to  Easley, 
Greenville  and  Spartanburg,  S.  C.,  and  other  adjacent  points  to 
which  is  proposed  a  rate  of  175;  also  the  rate  to  Atlanta  and  rate 
to  Winder,  Athens  and  Elberton,  Ga.,  175,  with  the  proposed  rate 
to  Abbeville, -Greenwood,- Clinton  and  Laurens,  S.  C.,  175;  also 
the  rate  proposed  to  Augusta,  187,  with  proposed  rate  to  Granite- 
ville,  Batesburg,  Columbia  and  Orangeburg,  S.  C.,  187. 

Mr.  Tilford  said  the  proposed  rates  graded  upward  as  the 
distance  from  the  Ohio  River  crossings  inceased, .  and  as  an 
example  listed  the  following  points  and  rates  in  the  Atlanta 
sub-territory  having  the  same  figure  from  both  cities: 

To  Knoxville,    Harriman   and   Chattanooga  group 127 

To  Etowah,   Tenn..   and  Dalton,   Ga 142 

To  Rome,     Ga , 155 

To  Gadsden,     Ala 155 

To  Cartersville,  Cedartown,  Marietta,  Atlanta,  Tallapoosa, 

and    Carrolton    160 

To  Newnan,    Griffin,    Covington,    Porterdale 170 

To  Barnesville  and  Macon  175 

To  Fort     Valley     • J 180 

To  Amerlcus.    Cordele,   Hawkinsville,    Dublin 193 

To  Fitzgerald.  Vidalia,  Douglas  and  Waycross 208 

To  South   Atlantic   Ports    208 

In  answer  to  a  query  from  Mr.  Proctor,  Mr.  Tilford  said 
the  Mississippi  Valley  adjustment  would  have  a  group  basis 
rather  than  a  strictly  mileage  basis,  although  distance  was  one 
of  the  factors  considered  in  establishing  the  groups.  He  said 
the  territory  had  been  divided  into  six  groups — the  Memphis 
group,  the  Helena  group,  the  Greenville  group,  the  Vicksburg 
group,  the  Natchez  group,  and  the  New  Orleans  group. 

Cairo  to  Memphis  group  was  the  key,  he  said,  the  groups 
south  being  graded  over  that  group. 

The  Ohio  River  crossings  were  also  grouped,  he  said,  the 
Louisville  group  being  differential  over  Cairo,  and  the  Cincinnati 
group  being  made  differential  over  Louisville.  The  Carolina 
territory  was  also  adjusted  on  a  group  basis,  he  said.  Both 
these  latter  groups,  he  stated,  would  be  covered  in  detail  by 
other  witnesses. 

Mr.  Tilford  claimed  that  recent  decisions  of  the  Commission 
approved  the  group  basis  in  Southern  territory.  Among  his 
citations  in  proof  of  this  allegation  was  that  Special  Examiner 
Pitt  approved  the  Mississippi  Valley  grouping  as  named  for 
compliance  with  the  Commission's  decision  and  order  in  the 
Memphis  southwestern  investigation.  He  asserted  that  the 
Carolina  grouping  had  also  received  the  approval  of  the  Com- 
mission. It  would  be  impossible  to  work  out  an  adjustment  to 
the  Southeastern  territory  on  a  strictly  mileage  basis  if  a  group 
basis  were  maintained  to  the  Mississippi  valley  and  Carolina 
territories,  he  asserted. 

Switching  to  a  discussion  of  the  Ohio  River  adjustment,  Mr. 
Tilford  stated  that  the  carriers  were  proposing  to  continue  the 
Ohio  River  cities  adjustment  for  the  same  reason  that  led  to  its 
establishment — carrier  competition.  He  said  the  Southern,  the 
Louisville  &  Nashville,  the  Illinois  Central,  and  the'M.  &  O. 
were  not  willing  that  it  be  changed.  Shippers,  he  claimed,  also 
favored  the  continuation  of  the  adjustment,  and  would  strenu- 
ously oppose  any  change  in  the  relationship.  The  Commission 
had  on  several  occasions  approved  it,  he  said. 

As  for  the  South  Atlantic  port  adjustment,  the  witness  said 
the  carriers  proposed  to  continue  the  South  Atlantic  port  group 
for  several  reasons — carrier  competition,  for  one;  second,  tlu> 
average  distance  from  the  Ohio  crossings  would  not  justify  its 
dissolution;  third,  points  in  the  groups  were  similarly  situated 
geographically  and  were  distributing  points  for  common  terri- 
tory; and  fourth,  the  Commission  approved  the  grouping.  He 
added  that  so  far  as  he  knew  the  shippers  had  no  objection. 

Mr.  Tilford  then  began  his  discussion  cf  present  and  pro- 


posed rates  from  Gulf  ports  to  the  various  sub-territories  of  the 
southeast,  Illustrating  his  testimony  with  many  exhibit  state- 
ments and  charts  showing  comparisons.  In  turn  he  showed  the 
rates  present  and  proposed  from  Vicksburg,  Mobile,  Greenville, 
Natchez,  and  Baton  Houge. 

The  proposed  rates  from  New  Orleans,  he  said,  were  adjusted 
in  line  with  the  proposed  rates  to  important  points,  observing 
the  mileage  scale  explained  by  Mr.  Barham,  as  maximum.  It 
resulted  in  substantial  reductions  throughout  the  territory,  he 
said,  except  in  the  case  of  water  depressed  points  previously  re- 
ferred to. 

Among  the  comparisons  made  by  the  witness  of  rates  present 
and  proposed  from  New  Orleans  to  the  Atlanta  sub-territory  were 
the  following: 

From  New  Orleans  to  Atlanta,  Chattanooga,  Rome.  Dalton.  Cedar- 
town,  Cartersville,  Marietta  and  Newnan,  present  rate,  167%;  pro- 
posed rate,  160;  to  LaGrange,  Columbus.  Opelika,  Alabama  City.  At- 
tala,  Gadsden,  Anniston,  Talladega,  present  rate,  167%;  proposed 
rate,  155;  to  Grlffln,  present  rate,  184%;  proposed,  165;  to  Macon, 
present  rate,  167%;  proposed.  165;  to  Athens  and  Gainesville,  present 
and  proposed,  both  175;  to  Washington.  Ga.,  present.  184%;  proposed, 
185;  to  Augusta,  present,  167%:  proposed,  187;  to  Albany,  Americus, 
•Cordele  and  Dawson,  present.  187%;  proposed,  165. 

To  Hawkinsville  and  Dublin,  present,  199;  proposed.  183;  to  Fitz- 
gerald, present,  200;  proposed,  175;  to  Moultrie,  present,  205;  pro- 
posed, 175;  to  Bainbridge,  present.  187%;  proposed,  165;  to  Waycross. 
present,  205;  proposed.  188;  to  Quitman,  present,  187%;  proposed,  175; 
to  Thomasville,  present,  187%;  proposed,  165;  to  Valdosta,  present, 
200;  proposed,  175. 

To  Charleston,  S.  C.,  present,  142%;  proposed,  198;  to  Savannah, 
present,  142%;  proposed,  198;  to  Brunswick,  present,  142%;  proposed, 
198;  to  Jacksonville,  present,  142%;  proposed,  193;  to  Tallahassee, 
present,  181%;  proposed,  157. 

The  following  comparisons  for  the  major  cities  In  the  Mont- 
gomery sub-territory  were  given  by  the  witness: 

New  Orleans  to  Nashville,  present  rate,  160.  proposed  rate,  163; 
to  Decatur,  Ala.,  present  and  proposed  rate,  both  160;  to  Huntsville, 
Florence  and  Sheffield,  present,  167%,  proposed,  160. 

To  Birmingham,  present  152,  proposed  145;  to  Tuscaloosa.  present 
152,  proposed  135;  to  Montgomery  and  Selma,  present  139%,  pro- 
posed 135;  to  Troy,  present  175,  proposed  155;  to  Dothan,  present 
181%,  proposed  160. 

The  following  comparisons  were  given  for  east  Tennessee  sub- 
territory: 

New  Orleans  to  Middleboro.  Ky.,  present  rate  195.  proposed  185: 
to  Knoxville,  Tenn..  present  178,  proposed  175;  to  Johnson  City  and 
Bristol,  present  206%,  proposed  198;  to  Jelllco,  present  195%,  pro- 
posed 185;  to  Harriman.  present  178,  proposed  174;  to  Apallachia,  Va., 
present  211%,  proposed  198. 

Mr.  Tilford  called  attention  to  the  fact  that  many  reduc- 
tions occurred  in  the  proposed  adjustment  not  only  in  first  class 
rates  but  in  rates  on  outer  classes. 

The  present  rates  from  Gulfport,  Miss.,  to  southeastern  terri- 
tory, he  said,  were  adjusted  the  same  as  New  Orleans,  and  it  was 
proposed  to  continue  this  basis  to  Montgomery,  Ala.,  and  points 
north  thereof.  To  Montgomery  and  territory  east  thereof,  where 
the  short  line  distances  from  New  Orleans  and  Gulfport  are  via 
Montgomery,  it  is  proposed  to  grade  rates  from  Gulfport  5  cent? 
less  than  proposed  rates  from  New  Orleans. 

The  witness  then  listed  the  rates  present  and  proposed  from 
Mobile  and  from  Pensacola,  which  he  said  were  adjusted  with 
relation  to  rates  from  New  Orleans.  These  rates  averaged  around 
12  cents  lower  than  from  New  Orleans.  He  demonstrated  his 
figures  exhaustively  by  means  of  comparison  charts. 

He  then  took  up  the  rates  present  and  proposed  from  Vicks- 
burg, which  he  said  had  been  generally  the  same  as  New  Orleans, 
however  with  some  exceptions,  notably,  rates  to  the  Jacksonville 
group  being  made  the  same  as  from  Memphis,  and  rates  to  points 
in  southeastern  Alabama  and  western  Florida  being  made  on  a 
combination  basis. 

"Under  the  proposed  adjustment,"  said  Mr.  Tilford,  "we  will 
make  rates  from  Vicksburg  with  relation  to  rates  from  New 
Orleans,  but  with  more  regard  for  distance  from  Vicksburg  vs. 
distance  from  New  Orleans." 

He  then  took  up  the  rates  from  Greenville,  Natchez,  and 
Baton  Rouge  in  a  similar  way.  He  stated  that  hitherto  the  rates 
from  Greenville  had  been  made  with  relation  to  the  rates  from 
Memphis  and  New  Orleans,  and  that  the  rates  from  Natchez 
and  Baton  Rouse  were  made  the  same  as  from  New  Orleans. 
The  rate  comparisons  he  illustrated  with  exhibit  statements 
showing  the  reductions  and  increases  in  each  class,  mentioning 
that  the  former  predominated. 

The  witness  next  presented  exhibits  showing  the  history 
and  basis  of  rates  from  the  Ohio  and  Mississippi  River  crossings 
to  Nashville  and  showing  the  reasons  for  the  acceptance  of  the 
alleged  extremely  low  rates  to  that  point  prior  to  I.  &  S.  1261; 
further,  they  showed,  he  said,  that  the  higher  rates  at  inter- 
mediate points  were  not  unreasonable. 

One  exhibit  was  a  transcript  from  the  testimony  of  E.  H. 
Dulaney,  and  of  certain  exhibits  filed  by  him  in  the  case  of  the 
Miirfreesboro  Board  of  Trade,  et  al.  vs.  the  Louisville  &  Nash- 
ville Railroad  Company  et  al.  (Docket  9190,  pp.  890  to  945). 
In  another  exhibit  he  showed  the  rates  proposed  in  comparison 
with  the  rates  prescribed  by  the  Commission  in  I.  &  S.  1261. 

Mr.  Tilford  said  the  earliest,  record  of  the  lowering  of  the 
rates  from  Louisville  to  Nashville  was  in  May,  1860,  when  the 
L.  &  N.,  shortly  after  its  completion,  was  compelled  to  lower 
its  rates  in  order  to  meet  the  water  competition  on  the  Cum- 
berland, Ohio,  and  Mississippi  rivers.  Reprints  of  Mr.  Dulaney's 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuitomt  Home  Broken,  Forwarding 
and  Clearing  Home  Agent* 

LAREDO,  TEXAS 

Branch..  In  all  Principal  CitU«  In  th«  Republic  of  Meiieo 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


The  Port  of 

HOUSTON 

Mr.  Traffic  man,  take  a  look  at  the  map  below. 

See  how  the  railways  converge  at  the  Port  of  Houston. 

Does  not  rail  service  mean  a  great  deal  to  you? 

Seventeen  railroads  serve  the  Port  of  Houston  and  will 
connect  with  the  Municipal  wharves  thru  the  Municipal 
Harbor  Belt  Railway. 

No  discrimination,  but  better  service. 

Trunk  lines  in  all  directions  to  main  assembling  and 
distributing  points. 

Ample  storage  yards,  no  congestion. 
Look  at  the  map  again,  then  ask  us  some  questions. 
Address  the 

DIRECTOR   OF   THE   PORT 

City  Hall  Houston,  Texas 


1238 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  22 


exhibits  submitted  by  Mr.  Tilford,  supported  the  former's  quoted 
statement  that  rates  to  Nashville  were  materially  depressed  be- 
low the  rates  operated  to  other  southern  points  and  materially 
lower  than  applied  at  points  Intermediate  with  Nashville.  He 
cited  other  historical  developments  in  the  Nashville  scale,  in- 
cluding more  recent  changes. 

From  Memphis  to  Nashville,  he  said,  the  proposed  rate  is 
116,  distance  230  miles,  same  as  present  and  proposed  rate  from 
Cairo  to  Helena,  Ark,  234  miles.  From  St.  Louis  to  Nashville, 
the  carriers  propose  a  first  class  rate  of  136,  made  33  cents  higher 
than  the  proposed  rate  from  Cairo  to  Evansville,  which  is  the 
same  differential  as  used  from  St.  Louis  over  Cairo  to  Memphis, 
and  results  in  the  same  rate,  186,  St.  Louis  to  Nashville,  as 
from  St.  Louis  to  Memphis,  notwithstanding  the  fact  that  the 
Commission's  decision  prescribes  a  differential,  St.  Louis  over 
Evansville  and  Cairo,  of  35  cents. 

He  showed  that  the  rates  prescribed  from  New  Orleans,  Mo- 
bile, and  Pensacola  to  Nashville  in  I.  and  S.  1261  were  160,  while 
the  proposed  rate  was  163.  He  called  attention  to  the  fact  that 
the  shippers  before  the  hearing  in  I.  and  S.  1261  recommended 
that  the  rate  from  New  Orleans  and  Gulf  ports  to  Nashville  be 
made  163. 

The  witness  filed  a  long  series  of  exhibits  showing  the  rates 
present  and  proposed  from  Nashville  to  various  points  in  the 
southeastern  territory.  Many  of  these  were  historical  and  a 
number  of  them  compared  the  southwestern  rates  with  the  pres- 
ent and  proposed  southeastern  rates. 

He  took  up  in  detail,  also,  the  rates  to  Chattanooga,  saying 
that  the  carriers  believed  the  proposed  rate  of  127  would  bring 
Chattanooga  in  line  "frith  surrounding  points  and  points  south. 
In  exhibits,  he  sought  to  demonstrate  the  fairness  of  the  pro- 
posed rate  and  the  fact  that  it  was  consistent  with  other  pro- 
posed rate.s. 

The  Knoxville  rates  also  came  in  for  a  full  share  of  atten- 
tion, as  did  those  to  Columbus,  Ga.,  and  to  South  Atlantic  ports. 

Speaking  of  northbound  adjustment,  Mr.  Tilford  said  that 
the  proposed  adjustment  contemplates  the  same  class  rates  north 
and  westbound  from  southeastern  territory  to  Ohio  and  Missis- 
sippi crossings,  St.  Louis,  Memphis,  Nashville,  and  related  points, 
as  established  south  and  eastbound. 

Joseph    Hattendorf  on   Stand 

Mr.  Tilford  closed  his  testimony  with  a  discussion  of  the 
proposed  adjustment  between  the  southeast  and  the  Mississippi 
Valley  territory,  thus  introducing  Joseph  Hattendorf,  general 
freight  agent  of  the  Illinois  Central  Railway,  who  followed  him 
on  the  stand  and  discussed  the  Mississippi  Valley  situation. 

Mr.  Hattendorf  announced  that  the  Mississippi  Valley  lines 
took  the  position  that  the  present  adjustment  of  that  territory, 
made  effective  April  1,  should  not  be  disturbed.  He  said  that 
this  adjustment  had  grown  out  of  an  earnest  effort  by  the  ship- 
pers and  carriers,  aided  by  the  Commission,  to  arrive  at  an 
agreement  satisfactory  to  all  concerned  and  by  which  the  rates 
were  brought  into  conformity  with  fourth  section  principles 
with  the  least  delay. 

"Certainly,"  he  said,  "there  should  not  be  any  reductions 
in  the  rates  existing.  They  have  been  in  effect  only  a  short 
time,  and  have  not  had  a  fair  test.  They  seem  reasonably  satis- 
factory now." 

The  witness  detailed  considerable  history  of  Mississippi  Val- 
ley rate  adjustment,  especially  in  so  far  as  it  had  to  do  with 
the  provisions  of  the  fourth  section.  He  later  gave  a  sketch  of 
the  developments  which  lead  up  to  the  present  adjustment.  He 
traced  the  influences  of  water  competition  along  the  river,  mak- 
ing comparisons  of  the  rate  systems  of  interior  points  and  of 
river  points.  He  said  that  to  a  large  extent  rates  to  interior 
points  were  made  by  combination  on  the  river  points  or  the  in- 
terior common  and  basing  points. 

As  a  result  of  fourth  section  order  3866,  the  readjustment 
of  January  1,  1916,  was  undertaken,  he  said.  Generally  speak- 
ing, by  that  order  relief  was  denied  at  interior  points,  but  con- 
tinued as  to  class  rate  traffic  at  points  on  or  contiguous  to 
navigable  streams,  he  testified.  This  readjustment  was  in  the 
nature  of  a  leveling  off  in  the  territory  where  relief  was  no 
longer  afforded,  he  said,  some  advances  being  made  to  lower 
rated  points  with  reductions  to  the  intermediate  higher  rated 
points. 

"In  the  proceedings  known  as  the  Memphis-southwestern  in- 
vestigation (55  I.  C.  C.  515),  which  had  to  do  largely  with  the 
adjustments  in  the  territory  west  of  the  Mississippi  River,  the 
Commission  made  some  further  investigation  of  the  situation  in 
the  Mississippi  Valley  in  its  relation  to  the  fourth  section,"  said 
the  witness.  "They  considered,  among  other  things,  the  practice 
of  carriers  in  the  Mississippi  Valley  of  maintaining  lower  rates 
to  points  on  the  Mississippi  River  than  at  intermediate  points  in 
the  interior.  Their  findings  were  that  water  competition  on  the 
river  -was  no  longer  of  such  character  as  to  justify  continuance 
of  fourth  section  relief  and  fourth  section  order  7542  rescinded 
all  the  relief  previously  granted  in  respect  to  rates  between  St. 
Louis  on  one  hand  and  New  Orleans  on  the  other." 

He  cited  the  following  three  cases  that  were  decided,  all  of 
which  condemned  fourth  section  violations:  Murfreesboro  Board 


of  Trade  (55  I.  C.  C.  648);  Meridian  Traffic  Bureau  (57  I.  C.  C. 
107);   and  Hannali  Distributing  Company   (57  I.  C.  C.  107). 

He  traced  next  the  efforts  of  the  Railroad  Administration 
to  realign  the  Mississippi  Valley  rates  in  conformity  with  fourth 
section  principles,  and  exhibited  the  results  of  investigations  by 
committees  of  traffic  officers  of  various  railroads. 

The  carriers  recognized  the  necessity  for  a  much  broader 
readjustment  than  that  required  by  the  literal  terms  of  Fourth 
Section  Order  7542,  said  the  witness.  It  was  apparent  that  the 
readjustment  had  to  take  into  consideration  the  rates  between 
the  Mississippi  Valley,  on  the  one  hand,  and  the  entire  territory 
east  of  the  river,  including,  likewise,  territory  west  of  the  river 
to  and  including  the  Missouri  River,  on  the  other. 

"Many  difficulties  were  encountered,"  said  Mr.  Hattendorf, 
"and  it  was  decided  to  lay  the  matter  before  the  Commission 
in  an  informal  way.  Accordingly,  conferences  were  arranged 
and  held  at  Washington,  April  7,  1920,  the  attendance  being 
representatives  of  carriers  in  southern  and  southwestern  terri- 
tories, Commissioner  Daniels,  Mr.  LaRoe,  chief  examiner,  Mr. 
Pitt,  chairman  of  the  fourth  section  board,  and  certain  repre- 
sentatives of  shippers  who  had  likewise  been  invited  to  attend. 
Mr.  Daniels  suggested  that  the  carriers  prepare  a  memorandum 
showing  the  rates  tentatively  set  down  by  them  in  their  efforts 
to  conform  with  the  Commission's  decisions  in  the  above  men- 
tioned cases.  A  further  conference  was  arranged  and  held  at 
Chicago  April  27  and  28." 

The  witness  told  of  other  conferences  which  followed,  one 
with  Mr.  Pitt  at  Washington  May  4;  one  with  Mr.  Daniels 
May  5,  at  which  both  shippers  and  carriers  were  represented, 
and  another  at  Chicago  May  19  and  20.  At  this  latter  meeting 
there  was  an  agreement  on  certain  points  of  discussion,  but  no 
final  agreement  on  all  points. 

In  the  progress  of  the  negotiations,  according  to  the  witness, 
it  had  been  agreed  that  the  rates  from  Cairo  to  Memphis  were 
to  be  the  pivotal  rates  on  which  the  adjustment  of  the  entire 
territory  was  to  be  predicated;  that  with  rates  so  fixed  from 
Cairo  to  Memphis,  the  destination  territory  beyond  was  to  be 
grouped  and  each  group  made  differentials  over  Memphis;  that, 
having  so  established  the  rates  from  Cairo,  the  other  Ohio  River 
crossings,  St.  Louis,  Chicago  and  other  Illinois  territories,  could 
be  made  by  the  addition  of  differentials  to  the  proposed  Cairo 
rates. 

Finally,  he  continued,  an  agreement  was  reached  as  to  the 
measure  of  the  first  class  rate  from  Cairo  to  Memphis,  and 
an  agreement  reached  that  was  practically  unanimous  with 
respect  to  the  differentials  over  Memphis  to  apply  to  the  various 
groups  south  of  Memphis.  An  agreement  could  not  be  reached 
on  the  percentage  relationship  between  the  classes,  nor  was  it 
possible  to  reach  an  agreement  upon  question  of  differentials 
as  between  Cairo  on  one  hand  and  St.  Louis  on  the  other. 

The  witness  traced  the  progress  of  further  negotiations  up 
to  the  report  of  Examiner  Pitt  in  August,  to  which  report,  he 
said,  the  carriers  took  strong  exceptions  on  the  grounds  that 
the  rates  were  too  low,  and  that  Mr.  Pitt's  conclusions,  particu- 
larly with  respect  to  differentials,  was  unsound.  Other  nego- 
tiations followed,  with  a  result  that  the  vacating  orders  were 
issued  by  the  Commission,  revised  rates  actually  becoming 
effective  in  the  period  between  January  13,  1921,  and  May  14, 
1921.  These  rates  remained  in  effect  until  April  1,  1922. 

There  was  practical  agreement  on  the  groupings  to  be  ob- 
served, said  the  witness.  That  is,  the  Cairo  to  Memphis  rate 
on  first  class  was  to  be  taken  as  the  pivotal  rate.  It  was  agreed 
also  that  certain  points  geographically  about  Memphis  take  the 
Memphis  rates.  Similar  groupings  were  agreed  on  involving 
Helena,  Vicksburg,  Natchez,  New  Orleans,  and  the  geographically 
opposite  interior  points.  There  was  also  substantial  agreement 
as  to  the  measure  of  difference  between  the  respective  groups 
on  first  class.  In  this  respect  the  sentiment  was  not  altogether 
unanimous,  the  differences  being,  however,  insignificant. 

"Mr.  Pitt  recommended  that  the  figures  proposed  by  the 
carriers  be  adopted,"  continued  Mr.  Hattendorf,  "namely,  Helena, 
10  cents;  Greenville,  22  cents;  Vicksburg,  33  cents;  Natchez, 
41  cents;  and  New  Orleans,  48  cents,  respectively,  higher  than 
the  proposed  first  class  rate  Cairo  to  Memphis.  This  relation- 
ship, Mr.  Pitt  recommended,  was  reflected  in  the  present  ad- 
justment of  rates.  I  recall  no  complaint  having  been  made 
against  it,  indicating  that  it  is  generally  satisfactory." 

The  witness  referred  only  briefly  to  class  relationship,  but 
said  that  whatever  percentage  relation  of  classes  that  should 
apply  to  southeastern  territory  should  apply  for  the  Mississippi 
Valley  territory.  He  said  that  the  Mississippi  Valley  lines  sup- 
ported the  percentage  relationship  advocated  by  the  southeast- 
ern carriers,  in  connection  with  which  Mr.  Barham  and  others 
have  already  testified. 

The  witness  took  up  next  a  history  of  differential  adjust- 
ments from  the  Ohio  River  crossings  and  St.  Louis  to  the  Mis- 
sissippi Valley  for  the  period  December  31,  1915,  to  the  present 
time.  By  means  of  an  exhibit  he  indicated  the  evolution  of 
the  present  adjustment. 

With  other  exhibits,  he  outlined  in  detail  the  history  of 
rate  adjustments  from  Cairo,  St.  Louis  and  Cincinnati  to  the 
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POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
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wants  freight  bills  to  revise  and  traffic  work,  percentage  basis  or  con- 
tract. All  territories.  Phone  Kedzle  J838  or  address  E.  R  O.  447. 
Traffic  World.  Chicago. ^^ 

FOR  SALE— Several  cars  No.  1  Oak  Railroad  Cross  Ties.  Switch 
Timbers.  Bridge  and  Crossing  Plank  for  immediate  shipment.  L.  E. 
PEARSON.  Edwardsburg.  Mich. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 


South  Cansl   Street,   noar   Tayter 


Teamlnf   »f   Every   Description — City   Delivery 
Distributer* 


•  irvln   an«   Oar*M« 


JACKSONVILLE,  FLA. 

WIESENFELD  WAREHOUSE  COMPANY 

General  merchandise  storage  and  distribution. 

Prompt  and  intelligent  service. 
References:  Any  jobber,  bemker  or  transportation  man  in  the  city. 

DEEP  WATER  AND  RAIL  CONNECTIONS 


SAVANNAH,      GEORGIA 

Storage    Pool  Cars  Our  Specialty 

H.  H.  BRADLEY  &  CO. 

Personal  Service  Quick  Despatch 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 


amorka*  Oasa  of  V. 


R  R.  &  P.  WAREHOUSE,  Inc. 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  arc  operated  daily   out   of  Dallas  to   Laredo  for 
Mexican  point*.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Oar- 
loads  for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 

710-11-12  Laclede  Gas  Light  Bldg.,  St.  Louis,  Mo. 


Kiprrl  Mrvie*  In  Tranoportatiun,  Traflir.  Knt  inrrrinff.  Legal*  Car 
8»rrice  or  Demurrage  matter*  available  to  shipper*  in  any  part 
of  Ik*  I  Riled  SUtoa. 

Wt  furni.h  complete  or  partial  acnrire  for  ahippen  net  equipped 
with  traffic  departmental 

We  furni.h  ralaable  cen.ultalion  icrtirr  to  ihlppera  having  traffic 
department!. 

We  clop  leaka  In  your  transportation  expense*. 

our  eipert  analyala  of  roar  transportation  and  traffic  problem! 
is  not  expenslTe.  kit  the  lack  of  It  may  b*  very  coatly  to  you. 

Hefercnc*:  UNION    STATION    TRUST    CO..  St.  I.auis.  Mo. 


The  Fierce-Arrow  driver 
glories  in  his  job— the  cab- 
top,  self  starter  and  elec- 
tric lights  are  not  luxuries. 
They  save  a  driver's  time, 
add  to  his  comfort  and 
increase  his  usefulness. 


Pierce -Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  $320O      31-ton$4350      5-ton  $4850    fully  equipped 
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Mississippi  Valley  and  likewise  from  Memphis  and  New  Orleans. 

"The  Mississippi  Valley  lines  as  a  whole  have  not  under- 
taken to  fix  a  mileage  scale,"  said  Mr.  Hattendorf.  "Certain 
proceedings  pending  before  state  and  interstate  commissions 
seem  to  make  it  desirable  that  this  phase  of  the  situation  be 
deferred  until  these  proceedings  are  disposed  of  and  there  is 
some  prospect  of  bringing  about  uniformity." 

In  bringing  his  testimony  to  a  conclusion,  Mr.  Hattendorf 
mentioned  the  influence  that  the  Mississippi  adjustment  had 
had  on  the  southeastern  adjustment  and  repeated  that  the  basis 
made  applicable  to  the  southeastern  territory  could  and  should 
be  made  applicable  to  the  Mississippi  Valley  territory. 

"It  is  the  position  of  the  Mississippi  Valley  lines,"  said 
Mr.  Hattendorf,  "that  if  there  be  any  changes  in  the  existing 
class  rates  in  that  territory  they  should  be  increased,  not  re- 
duced." 

Brooks  G.  Brown  a  Witness 

Brooks  G.  Brown,  assistant  freight  traffic  manager  of  the 
Southern  Railway,  the  seventh  witness  of  the  carriers  at  the 
inquiry,  took  the  stand  toward  the  close  of  the  May  30  session 
to  testify  as  to  the  rates  between  Ohio  River  crossings,  and 
related  points  and  Carolina  territory;  rates  between  eastern 
cities  and  interior  eastern  points  and  Virginia  cities  and  Caro-' 
lina  territory. 

In  introduction,  the  witness  denned  Carolina  territory  as 
that  territory  in  Virginia  south  of  the  Norfolk  &  Western  Rail- 
way, and  covering  points  in  North  Carolina  and  South  Carolina. 
He  said  the  scope  of  his  testimony,  however,  did  not  include 
rates  from  the  VirginiS.  cities  to  Ohio  crossings.  He  said  that 
the  Carolina  territory  was  one  of  the  three  main  divisions 
of  southern  territory,  the  other  two  being  the  southeastern 
territory  and  the  Mississippi  Valley  territory. 

Mr.  Brown  first  traced  the  history  of  the  present  rate  sched- 
ules affecting  the  Carolina  territory,  bringing  out  the  means  by 
which  the  rates  to  Virginia  cities  were  depressed  to  a  low  level 
by  the  trunk  line  systems,  coupled  with  water  competition  on 
Chesapeake  Bay  and  up  the  coast.  In  this  connection,  he  told 
how  the  Chesapeake  &  Ohio,  by  rail  and  water  through  Norfolk, 
attempted  to  compete  with  the  big  trunk  lines  to  Baltimore,  thus 
depressing  the  rates  so  that  Norfolk  and  other  Virginia  cities 
obtained  a  rate  from  Central  Freight  Association  territory  as 
low  as  Baltimore. 

He  then  showed  how  the  depressed  rates  to  the  Virginia 
cities,  served  on  a  trunk  line  basis,  affected  the  Carolina  cities, 
and  exerted  a  controlling  influence  over  them. 

Tracing  the  recent  history  of  the  Carolina  rates,  Mr.  Brown 
stated  that  the  rates  here  have  not  had  increases  corresponding 
to  those  of  other  sections.  He  presented  several  exhibit  state- 
ments designed  to  bear  out  this  contention.  Like  the  other  wit- 
nesses, with  the  exception  of  Mr.  Goodwyn,  the  first  one,  Mr. 
Brown  came  well  supplied  with  masses  of  statistical  data,  charts, 
statements  and  references.  Unlike  the  others,  however,  Mr. 
Brown  uses  few  notes.  Attorney  Charles  Rixey  conducted  his 
examination. 

One  of  the  first  of  Mr.  Brown's  exhibits  was  an  extract  from 
the  report  of  the  Commission  in  Docket  No.  7469,  State  Corpora- 
tion Commission  of  Virginia  vs.  Chesapeake  &  Ohio  Railway 
Company  (40  I.  C.  C.  24,  pages  27  and  28),  containing  findings 
concerning  the  circumstances  under  which  reductions  were  made 
in  the  rates  from  the  west  to  North  Carolina,  effective  June  1, 
1914. 

In  another  statement  the  witness  made  a  comparison  of 
present  rates  from  Cincinnati  and  Louisville  to  Raleigh,  N.  C., 
with  present  rates  to  intermediate  points  on  the  Southern  Rail- 
way route  through  Knoxville  and  Asheville.  The  rate,  first  class 
to  Raleigh,  was  shown  to  be  134,  first  class,  while  the  rates 
to  Knoxville  were  119;  to  New  Market  and  Morristown,  Tenn., 
142;  to  Newport,  Tenn.,  Paint  Rock,  Tenn.-N.  C.,  and  Asheville, 
N.  C.,  147;  to  Dendrom,  Marion,  Morgan  ton,  Hickory  and  New- 
ton, N.  C.,  158;  to  Statesville,  Barber,  Salisbury,  Lexington  and 
High  Point,  N.  C.,  139%;  and  to  Greensboro,  N.  C.,  134.  He 
followed  this  with  a  statement  showing  comparative  short-line 
distances  from  the  two  Ohio  River  points  to  principal  North 
Carolina  cities  via  the  principal  gateways  into  Carolina  from  the 
cities  in  question — Jellico,  Tenn.,  Harriman,  Tenn.,  and  the  Vir- 
ginia Cities.  He  showed  also,  by  another  statement,  that,  prior 
to  the  reductions  in  rates  to  Carolina  territory  in  1914,  the  rates 
to  the  Spartanburg  group  were  on  as  high  a  level  as  the  rates 
to  Georgia  points  just  east  of  Atlanta. 

Mr.  Brown  then  announced  the  proposed  rates  and  listed 
in  comparison  the  present  rates  on  all  classes  from  Cincinnati 
and  Louisville  to  the  Carolina  territory,  including  in  his  alpha- 
betical list  every  common  point  and  many  local  points  in  North 
Carolina  and  South  Carolina. 

For  the  following  points  having  at  present  a  first  class  rate 
of  164%,  the  carriers  propose  a  rate  of  175: 

In  South  Carolina:  Abbeville,  Anderson,  Belton,  Calhoun  Falls, 
Carlisle,  Chester  Clinton,  Clifton,  Easley,  Fort  Mill,  Gaftney,  Green- 
ville, Greenwood,  Greer,  Honea  Path,  L/aurens,  Lockhart,  Pelzer, 
Piedmont,  Spartanburg,  Union,  Walhalla,  Williamston,  Woodruff, 
York.  •  . 


In  North  Carolina:  Belmont,  Bessemer  City,  Charlotte,  Forest 
City,  Gastonia,  Kln«s  Mountain,  Lincolnton,  Rutherfordton,  Shelby. 

For  the  following  points  having  at  present  a  first  class  rate 
of  164%,  the  carriers  propose  a  rate  of  187: 

In  South  Carolina:    Columbia,  Great  Falls,   Lancaster,    Newberry. 

For  the  following  points  having  at  present  a  first  class  rate  . 
of  139%,  the  carriers  propose  a  rate  of  175: 

In  North  Carolina:  Albemarle,  Badin,  Concord,  Cooleemee,  High 
Point,  Kannapolis,  Lexington,  Monroe,  Mooresville,  Norwood,  Salis- 
bury, Statesville. 

For  the  following  points  having  at  present  a  first  class  rate 
of  139%,  the  carriers  propose  a  rate  of  187: 

In  North  Carolina:  Aberdeen,  Asheboro,  Bonsai,  Clinton,  Dunn, 
Fayetteville,  Gulf,  Jit.  Oliye,  Randleman,  Rockingham,  Sanford. 

For  the  following  points  having  at  present  a  first  class  rate 
of  134,  the  carriers  propose  a  rate  of  175: 

In  North  Carolina:  Durham,  Graham,  Greensboro,  Readsville, 
Winston-Salem. 

For  the  following  having  at  present  a  first  class  rate  of 
134,  the  carriers  propose  a  rate  of  187: 

In  North  Carolina:  Edenton,  Elizabeth  City,  Farmville,  Garysburg, 
Goldsboro,  Greenville,  Henderson,  Kinston,  Newbern,  Oxford, 
Plymouth,  Raleigh,  Roanoke  Rapids,  Rocky  Mount,  Scotland  Neck, 
Selma,  Tarboro,  Washington,  Weldon,  Wilson. 

For  the  following  having  at  present  a  rate  of  167%,  the 
carriers  propose  a  rate  of  187: 

In  South  Carolina:  Bennettsville,  Bishopville,  Camden,  Darlington, 
Dillon,  Florence,  Hartsville,  McCall,  Marion,  Mullins,  Sumter,  Tim- 
monsville. 

In  North  Carolina:    Rowland. 

For  the  following  having  at  present  a  rate  of  172,  the  car- 
riers propose  a  rate  of  187: 

In  South  Carolina:  Barnwell,  Batesburg,  Denmark,  Graniteville, 
Orangeburg. 

For  the  following  having  at  present  a  rate  of  172,  the  car- 
riers propose  a  rate  of  208: 

In  South  Carolina:  Branchville,  Georgetown,  Kingstree,  Manning, 
Summerville. 

A  first  class  rate  of  187  is  proposed  by  the  carriers  for 
Beaufort,  N.  C.,  and  North  Wilkesboro,  N.  C.,  which  have  a 
present  rate  of  145%;  for  Cheraw,  S.  C.,  with  a  present  rate 
of  153;  for  Laurinburg,  Hamlet  and  Lumberton,  N.  C.,  which 
now  have  rates  of  158;  for  Kilford,  N.  C.,  now  having  a  rate 
of  120%;  for  Wilmington,  N.  C.,  now  having  a  rate  of  139;  for 
Mount  Airy,  now  having  a  rate  of  144;  and  for  Moorehead  City, 
now  having  a  rate  of  136%. 

The  carriers  propose  a  rate  of  155  for  Canton,  Marion  and 
Hendersonville,  N.  C.,  which  have  present  rates  of  158;  for 
Murphy,  N.  C.,  with  a  present  rate  of  162%;  and  for  Asheville, 
with  a  present  rate  of  147. 

They  propose  a  rate  of  175  for  Newton,  Hickory  and  Morgan- 
ton,  N.  C.,  all  of  which  have  a  rate  of  158;  Andrews,  N.  C.,  which 
has  a  present  rate  of  181%;  and  Thomasville,  N.  C.,  with  pres- 
ent rate  of  136%. 

A  rate  of  208  is  proposed  for  Conway,  S.  C.,  which  has  a 
present  rate  of  167%;  for  Allendale,  S.  C.,  with  a  present  rate 
of  222;  for  Andrews,  S.  C.,  with  a  present  rate  of  195%;  for 
Bamberg,  S.  C.,  with  a  present  rate  of  172;  for  Fairfax,  S.  C., 
with  a  present  rate  of  217%;  for  Hampton,  S.  C.,  with  a  present 
rate  of  211%;  for  Hardeeville,  with  a  present  rate  of  213%; 
for  Lanes,  S.  C.,  with  a  present  rate  of  172;  and  for  Yemassee, 
S.  C.,  with  a  present  rate  of  136%. 

In  explanation  of  his  statement  regarding  present  and  pro- 
posed rates  between  Cincinnati  and  Louisville  and  the  Carolinas, 
Mr.  Brown  said: 

I  have  shown  in  this  statement  practically  every  common  point 
and  a  number  of  local  points.  The  statement  shows  that  smaller 
increases  are  proposed  to  South  Carolina  points  and  to  western  North 
Carolina  points  than  to  points  in  eastern  North  Carolina.  It  will  be 
noted  that  the  proposed  rates  to  eastern  North  Carolina  represent 
sharp  increases. 

It  has  been  explained  how  the  abnormally  low  level  of  the  present 
rates  from  Cincinnati  and  Louisville  to  eastern  North  Carolina  came 
about,  that  to  a  number  of  points,  particularly  in  Zone  1,  the  rates 
are  actually  no  higher  than  the  trunk  line  rates  to  Virginia  cities 
made  on  the  Xew  York-Chicago  basis,  so  that  the  anomalous  situation 
has  come  about  that  while  the  trunk  line  rates  from  the  west  to  Vir- 
ginia cities  originally  fixed  the  level  of  the  rates  from  the  west  to 
North  Carolina,  the  North  Carolina  rates  being  made  by  combination 
on  the  Virginia  cities,  due  to  the  failure  to  increase  the  rates  from 
Cincinnati  and  Louisville  to  these  North  Carolina  points  correspond- 
ingly with  increases  authorized  to  Virginia  cities,  the  rates  from  Cin- 
cinnati and  Louisville  to  these  ponts  have  become  as  low  as  the  trunk 
line  rates  from  the  two  Ohio  River  cities  on  some  of  the  same  classes. 

Necessarily,  therefore,  in  order  to  bring  these  rates  to  any  proper 
level,  there  must  be  substantial  increases. 

In  view  of  the  proposed  establishment  of  joint  through  rates  from 
Central  Freight  Association  territory  to  the  Carolinas  the  increases  in 
rates  from  Cincinnati  and  Louisville  represent  far  less  than  would  be 
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INTERSTATE  COMMERCE  COMMISSION 

Southeastern  Class  Rate  Investigation 

Investigation  instituted  by  the  Commission  of  class  rates  applicable  in  interstate  commerce  within  southern  ter- 
ritory; between  that  territory  and  Ohio  River  crossings  and  points  in  Illinois,  Buffalo-Pittsburgh  and  central  territories, 
and  between  that  territory  and  Virginia  cities,  and  points  in  Trunk  Line  and  New  England  territories.  The  Commission 
in  fixing  interstate  rates  will  consult  with  the  state  commissions  with  a  view  to  bringing  about  greater  harmony  between 
intrastate  and  interstate  rates.  Numerous  fourth  section  departures  are  also  involved. 

First  hearing  Atlanta  on  May  22nd;  subsequent  hearings  are  to  be  held  at  Asheville,  Cincinnati  and  New  York. 
For  copies  of  Official  Stenographer's  Minutes  address  the  undersigned. 
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THE  10%  RATE  REDUCTION 

Read  the  recent   decision    and    opinion    of    the   Interstate   Commerce 
Commission  relative  to  reduced  freight  rates,  effective  July  1,  1922. 

The  complete  decision,  No.  13293  of  the  Interstate  Commerce  Commission  reproduced  in  pamphlet  form,  size 
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Traffic  Rrprrtrntilirri: 
C.  M.  Fi.h. 

Traffic  Manager, 

Laredo,  Texas 
W.  C.  Seaman, 
Aaat.  Traffic  Manager, 

Laredo,  Texaa 
J.  P.  Craven, 
General  Agent , 

Laredo,  Texaa 
C.  W.  I-  i.h. 

Foreign  Freight  Agent, 
916  Chemical  Building, 

St.  Louie,  Mo. 


Mr.  Consignee: 
Ixtle,  Sisal,  Hides, 
Skins  and  Hair,  Metals 
(Silver,    Copper,    Lead    and 
Zinc),  Arsenic,  Turpentine,  Can- 
delilla    Wax,    Pecans     (in    season), 
Rubber  (Crude),  Coffee,  Beans,  Baskets, 
Pottery,  Bones,  Sarsaparilla  Root,  Manganese 
Ore,  Rope  and  Twine,  Garlic,  Mercury  and 
Crude  Petroleum  are  the  chief  articles  of  im- 
portation from  Mexico.     These  articles  when 
imported  are  shipped  to  various  points  in  the  United  States,  and  some  to  European  destinations. 

There  is  usually  a  supply  of  Ixtle  in  storage  at  Laredo  ready  for  immediate  shipment.  Should 
you  be  interested,  write  or  wire  us  and  we  will  be  pleased  to  put  you  in  touch  with  the  shipper. 

Should  you  be  in  the  market  for  any  of  the  other  articles  mentioned  above,  let  us  know. 
Do  not  hesitate  to  avail  yourself  of  our  service.  The  Texas  Mexican  Railway  Company  pays  us 
to  render  you  this  service.  The  only  cost  to  you  will  be  a  two  cent  stamp  to  mail  your  letter. 

C.  M.  FISH,  Traffic  Manager. 
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the   case   if   the   present   basis   of   lowest   combination   were  continued 
from  points  north  of  the  Ohio  River. 

Mr.  Brown  sought  to  justify  the  rate  proposals  of  the  car- 
riers by  extensive  and  detailed  comparisons  of  rates  present 
and  proposed  over  equal  distances  from  the  Ohio  to  points  in 
the  Southeast,  to  points  in  the  Mississippi  Valley  territory,  and 
from  points  in  C.  F.  A.  territory  into  Arkansas,  and  other  south- 
western states. 

To  illustrate  the  alleged  extremely  low  level  of  the  present 
rates  between  the  Ohio  River  and  the  Carolinas,  the  witness 
showed  exhibit  statements  comparing  the  rates  from  Louisville 
and  Cincinnati  to  equidistant  points  in  the  Southeast,  and  the 
rates  to  Virginia  cities  with  corresponding  mileage.  In  this 
connection  he  filed  a  map  showing  average  distances  and  pro- 
posed first  class  rates  from  Cincinnati  and  Louisville  to  repre- 
sentative points  in  the  Carolinas  and  the  Southeast. 

He  next  compared  the  rates  to  the  Asheville  group  of  Caro- 
lina cities  with  rates  to  the  Southeast  and  the  Mississippi  Val- 
ley from  Louisville  and  Cincinnati,  and  likewise  compared  the 
rates  to  the  Spartanburg  group,  the  Columbia  group,  the  Flor- 
ence group,  the  Bamberg-Allendale  group,  the  Charlotte  group, 
the  Winston-Salem-Durham-Greensboro  group,  and  the  Raleigh- 
Goldsboro-Newbern  group. 

In  the  course  of  these  comparisons,  which  took  several 
hours,  the  witness  said  the  rates  from  Cincinnati  and  Louisville 
to  the  several  groups  in  South  Carolina  are  on  a  materially 
lower  scale  than  the  rates  for  corresponding  distances  pre- 
scribed in  the  Memphis  Southwestern  Case. 

He  also  explained  the  effect  of  the  Commission's  decision 
in  the  Spartanburg  cases:  Spartanburg  Chamber  of  Commerce 
vs.  the  Southern  Railway  System,  34  I.  C.  C.  484;  and  59  I.  C.  C. 
346. 

In  the  case  of  the  Charlotte  group  comparison,  he  not  only 
compared  -the  rates  to  the  group  with  those  to  the  Southeast 
and  to  the  Mississippi  Valley,  but  also  with  the  rates  from  Mem- 
phis, St.  Louis  and  Kansas  City  to  points  in  Southwestern 
territory.  In  the  case  of  the  Winston-Salem  group,  he  compared 
the  rates  with  those  from  points  in  C.  F.  A.  territory  to  points 
in  Arkansas. 

In  comparing  the  rate  from  Cincinnati  and  Louisville  to 
Asheville,  155,  with  that  to  Rome,  Ga.,  and  surrounding  points, 
155,  he  showed  that  the  distance  to  Asheville  is  nearly  fifty 
miles  greater.  He  pointed  out  that  the  same  rate  also  was 
proposed  to  Hattiesburg,  Miss.,  and  adjacent  points,  a  distance 
at  least  twenty  miles  greater. 

He  brought  out  that  a  rate  of  175  was  proposed  for  the 
Spartanburg  group,  averaging  561  miles  from  Cincinnati,  while 
the  same  rate  was  proposed  to  the  Athens-Macon-Elberton  sec- 
tion, which  averages  only  541  miles  from  this  Ohio  point. 


CAREFUL  CROSSING  CAMPAIGN 

The  American  Railway  Association  May  26  issued  the  fol- 
lowing statement  with  regard  to  its  "Careful  Crossing  Cam- 
paign : " 

"Warmly  indorsed  by  President  Harding,  a  campaign  for 
the  elimination  of  accidents  at  grade  crossings  will  begin  on 
all  the  railroads  of  the  United  States  and  Canada  next  Thurs- 
day, June  1,  and  continue  for  four  months. 

"The  campaign,  which  will  be  known  as  the  'CAREFUL 
CROSSING  CAMPAIGN,'  is  under  the  auspices  of  the  American 
Railway  Association.  The  plans  were  arranged  and  will  be  car- 
ried through  to  a  finish  by  the  safety  section  of  the  association. 
When  the  campaign  and  its  object  were  called  to  the  attention 
of  President  Harding,  he  issued  the  following  statement: 

My  attention  has  been  called  to  the  fact  that  under  the  auspices 
of  the  American  Railway  Association  an  intensive  campaign  is  to  be 
waged  for  eliminating  accidents  at  railroad  highway  crossings. 

The  complete  success  of  such  an  effort  would  mean  the  saving 
of  thousands  of  lives,  the  prevention  of  many  more  thousands  of 
injuries,  and,  incidentally,  the  prevention  of  a  great  property  loss.  Of 
course,  the  ideal  solution  is  elimination  of  grade  crossings,  to  which 
all  possible  energy  and  means  should  be  unceasingly  directed.  But  the 
extent  of  our  country  and  its  railroad  mileage  make  apparent  that  not 
for  many  years  of  utmost  effort  could  this  be  effected.  There  should 
be  constant  pressure  for  elimination  of  these  danger  spots,  particularly 
in  the  more  populous  areas:  pending  which  there  is  need  for  just  the 
kind  of  preventive  effort  that  your  association  Is  planning.  Among 
these  measures,  the  most  effective  would  seem  to  be  to  arouse  in  the 
minds  of  drivers  a  sense  of  their  personal  responsibilities.  When 
thoughtlessness  is  allowed  to  usurp  the  place  of  vigilance,  as  too 
often  happens,  the  scene  is  set  for  tragedy.  Reminders,  and  still 
more  reminders,  of  the  need  for  caution  at  railway  crossings  are 
needed. 

Surely,  the  effort  you  are  undertaking  is  appealing  .and  it  ought 
to  have  the  most  generous  and  general  support. 

"Accidents  at  highway  grade  crossings  have  been  increasing 
alarmingly  in  the  last  few  years,  according  to  records  kept  by 
the  Interstate  Commerce  Commission,  largely  as  result  of  in- 
crease in  the  number  of  automobiles  in  use.  In  the  year  1921, 
according  to  these  records,  there  were  1,702  fatal  accidents  of 
this  sort  and  4,818  persons  were  injured.  The  great  majority 
of  the  accidents  involved  automobiles,  the  machines  striking 
trains,  or  being  struck  by  engines  and  cars.  During  the  cam- 
paign efforts  will  be  made  to  impress  the  drivers  of  automobiles 


especially  with  the  necessity  of  caution  when  going  over  rail- 
road tracks.  The  slogan  of  the  campaign  will  be  'CROSS 
CROSSINGS  CAUTIOUSLY.'  , 

"Beginning  today,  railroads  all  over  the  country  and  in 
Canada  will  post  on  their  property  and  in  all  cities  where  there 
is  a  railroad  a  striking  poster  showing  a  careless  automobile 
driver  about  to  sacrifice  himself  and  his  family  to  speed  mania. 
More  than  a  million  and  a  quarter  of  the  posters  have  been 
distributed  by  the  railroads,  and  they  will  be  seen  by  automo- 
bilists  everywhere.  A  small  replica  of  the  poster  will  be  in 
the  form  of  'stickers,'  which  will  be  placed  on  mail. 

"The  safety  section,  American  Railway  Association,  which 
is  in  charge  of  the  campaign,  was  organized  about  a  year  ago 
to  promulgate  safety  not  only  among  employes  of  the  trans- 
portation lines  of  the  nation,  but  also  among  the  public,  and 
the  'CAREFUL  CROSSING  CAMPAIGN'  is  its  first  effort.  It  is 
believed  that  by  educational  methods  the  automobile  driver, 
the  drivers  of  other  vehicles  and  the  pedestrian  can  be  warned 
of  the  danger  of  carelessness  at  highway  grade  crossings  and 
thus  protect  themselves.  Railroad  officers  point  to  the  fact  that, 
as  President  Harding  says,  it  would  take  many  years  to  elimi- 
nate all  highway  grade  crossings  and  that  something  must  be 
done  in  the  meantime.  They  also  point  out  that  it  would 'cost, 
at  a  conservative  estimate,  twelve  billions  of  dollars  to  do  the 
work,  and  this  vast  sum  is  not  available  at  this  time.  Inter- 
state commerce  reports  show  how  dangerous  crossings  are  being 
eliminated  gradually.  On  the  other  hand,  no  crossing  is  essen- 
tially dangerous  if  the  usual  precautions  are  observed." 


CLAIMS  CAUSED  BY  ROUGH  HANDLING 

A  little  more  attention  to  that  part  of  the  railroad's  trans- 
portation service  in  which  freight  is  actually  in  motion  on  the 
rails  is  advocated  by  the  Freight  Agents'  Association  of  Phila- 
delphia, in  a  paper  sent  by  A.  S.  Levy,  chairman  of  the  Phila- 
delphia association's  topic  committee,  to  the  Freight  Station  Sec- 
tion of  the  American  Railway  Association,  for  consideration  at 
the  annual  meeting  of  the  section,  to  be  held  in  Philadelphia, 
June  20. 

The  Philadelphia  agents  point  out  that  in  the  recent  Perfect 
Package  Month,  "rough  handling,  coupled  with  unlocated  dam- 
age; robbery,  coupled  with  loss  of  entire  package  and  unlocated 
loss;  delay  and  defective  equipment,"  were  the  cause  of  82  per 
cent  of  the  total  claims  paid,  and  that  only  a  "small  fraction" 
of  the  one  per  cent  of  the  twenty  million  packages  handled  that 
were  involved  in  the  exceptions  were  due  to  "defects  discovered 
in  packages  or  packing." 

Instances  of  the  loss  of  oil  in  barrels,  due  to  "squeezing"; 
breakage  of  machinery,  although  securely  fastened  to  skids;  and 
damages  to  dried  fruits,  eggs,  etc.,  elearly  caused  by  rough  hand- 
ling of  cars  by  train  crews,  have  convinced  the  Philadelphia  as- 
sociation that  the  next  move  in  the  claim  prevention  campaign 
should  be  among  train  crews. 

The  paper  points  out,  however,  that  the  station  agent  him- 
self has  contributed  to  the  false  impression  as  to  the  extent  of 
the  damage  done  by  his  forces.  On  this  phase  of  the  subject  it 
said: 

In  saying  all  of  this,  however,  we  do  not  overlook  the  further  fact 
that  the  agent,  or  those  working  under  his  direction,  are  in  a  great 
measure  responsible  for  much  of  the  criticism  directed  against  the 
freight  stations,  because  of  failure  to  properly  define — either  from 
ignorance  or  otherwise — the  actual  cause  of  damage  as  between  had 
loading  and  rough  handling  in  transit.  Those  responsible  for  the 
preparation  of  damage  reports  should  be  in  a  position  to  determine 
definitely  what  damage  is  caused  by  rough  handling  in  transit  and 
that  which  is  the  result  of  bad  loading,  and  should  be  careful  correctly 
to  state  the  cause.  If  this  were  invariably  done,  much  of  the  damage 
that  is  now  being  charged  against  improper  handling  at  freight  sta- 
tions would  be  placed  where  it  belongs. 

So  strongly  have  many  of  the  members  of  our  sectional  committee 
felt  that  the  station  agent  and  his  forces,  generally,  have  been  un- 
justly carrying  too  much  of  the  burden  of  loss  and  damage  claim  pre- 
vention, that  we  could  do  no  greater  service  for  the  freight  station 
section  than  to  present  a  topic  of  this  character  for  consideration. 
Tf.  as  is  conceded,  the  perfect  package  campaign  accomplished  at  least 
the  attraction  of  "national  interest  to  the  .importance  of  starting  ship- 
ments out  right — well  packed,  in  adequate  containers  and  correctly 
marked,"  why  should  we  not  recommend  that  the  spotlight  be  turned 
in  the  other  direction  and  a  "Perfect  movement  month"  be  Instituted 
so  that  shipments  that  are  started  out  right  will  he  carried  to  desti- 
nation and  delivered  to  the  consignee  in  an  equally  perfect  manner? 


GEORGIA  &  CAROLINA   BONDS 

The  Georgia  &  Carolina  Railway  Company  has  been  granted 
authority  by  the  Commission  to  issue  not  exceeding  $350,000  of 
first  mortgage  6  per  cent  gold  bonds  under  a  proposed  mort- 
gage to  be  dated  March  1,  1922;  $135,000  of  said  bonds  to  be 
exchanged  par  for  par,  for  $135,000  of  the  applicant's  outstand- 
ing first  mortgage  6  per  cent  bonds  dated  January  1,  1920,  and 
the  remainder  to  be  sold  at  not  less  than  85  per  cent  of  par 
and  accrued  interest,  the  proceeds  to  be  used  in  constructing 
and  equipping  the  applicant's  road.  The  company  has  a  line 
of  railroad  under  construction  from  a  point  on  the  Murphy 
branch  of  the  Southern  Railroad,  near  the  town  of  Andrews, 
N.  C.,  to  Hayesville,  N.  C.,  a  distance  of  approximately  25  miles, 
with  an  extension  of  8  miles  to  Hiawasee,  Ga.,  under  contempla- 
tion. 


Jnn.-  3.  1922 
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Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehoutes 

Merchandise  and  Household  Good* 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


Your  problem  is  only  half  solved  when  production 
costs  are  reduced  to  a  minimum.  Distribution 
costs  demand  the  same  consideration.  Since  per- 
sonal investigation  of  available  storage  and  distri- 
bution service  throughout  the  country  involves  a 
large  measure  of  both  time  and  expense,  bring 
the  nation's  facilities  to  your  desk  through 

Distribution  Service,  //jc 
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Weat herred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

On*  Block  on  Mary  at  13th  Street 


Opens    Wide,    Packs   Tight 


,  BOTH  front  and  follower  SPREAD* 
JO       inekts      AUTOMATICALLY. 


A  light  frttntn  on  lite  front  and  BOTH 
AUTOMATICALLY  stand  straight  «/>. 


Automatic    V    Expanding   Tariff   Files 

take  better  care  of  your  tariffs  and  aoon  pay  for 
themealvea  In  continued  better  *errlce. 
Readlnc  the  title  pace  of  each  laeue  while  in  the  file 
eliminate*  the  naceaslty  of  removin*  whole  troupe  to 
find  the  one  needed  save,  the  tariff.,  prevent*  moat 
of  the  loaeea.  and  .peed,  up  the  «iTin«  at  traffic  in- 
formation. 
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W.  J.  HARTMAN.  PUU.IIMC* 
732    FEDERAL  ST. 
CHICAGO.  U.  S.  A. 


FREIGHT  RATES  FOR  SHIPPERS 


From  points  in  the  Eastern  Seaboard,  Central 
and  Middle  Western  Territories  to  Stations 
West  of  the  Mississippi  River,  also  Wisconsin, 
Illinois,  Indiana,  Ohio  and  Michigan,  as  well 
as  East  Bound  Class  Rates  from  Western 
Basing  Points  to  Stations  East  of  the  Indiana- 
Illinois  State-  Line. 

A  reproduction  of  the  Class  and  Commodity 
Freight  Rates,  issued  in  loose  leaf  form  with 
a  monthly  distribution  of  revised  pages. 


A  RECORD  OF  RATES  THAT  EVERY  TRAFFIC  DEPARTMENT  NEEDS 


This  Publication  will  be  tent  to  you  for  inspection  without 
coat  or  obligation  if  we  are  given  the  privilege. 
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MISSISSIPPI  LINES  ABANDONED 

The  Traffic   World   Washington  Bureau 

A.  T.  Stovall,  receiver  of  the  Columbus  &  Greenville  Rail- 
road Company,  has  been  authorized  by  the  Commission  to  aban- 
don, as  to  interstate  and  foreign  commerce,  two  branch  lines  of 
the  road  in  Washington,  Leflore  and  Tallahatchie  counties  in 
Mississippi,  known  as  the  "Percy"  and  "Webb"  branches. 

The  Percy  branch  extends  from  a  connection  with  the  main 
line  of  the  Columbus  company's  railroad  at  Stoneville,  in  a 
general  southerly  direction  to  Percy,  a  distance  of  23.26  miles, 
all  in  Washington  county.  The  Webb  branch  leaves  the  main 
line  of  said  railroad  at  Itta  Bena,  Leflore  county,  and  extends 
in  a  northerly  direction  to  Webb,  Tallahatchie  county,  a  distance 
of  34.38  miles. 

Explaining  the  operating  conditions  faced  by  the  two 
branches,  the  Commission  said: 

The  Percy  branch,  for  Its  entire  length,  is  paralleled  by  the  main 
line  of  the  Yazoo  &  Mississippi  Valley  Railroad  Company,  herein- 
.-ii'ter  called  the  Yazoo  company,  the  tracks  of  the  two  railroads  being 
within  50  feet  of  each  other  at  marfy  places.  The  rights-of-way  of 
the  two  companies  practically  join,  except  for  a  short  distance,  where 
they  are  about  one  mile  apart.  All  Industries  in  the  territory  served 
by  the  Percy  branch  are  located  on  the  tracks  of  the  Yazoo  company. 
It  is  stated  that  the  service  furnished  by  the  Columbus  company  is 
inferior  to  that  offered  by  the  Yazoo  company,  and  that  the  latter 
'secured  practically  the  entire  traffic.  It  appears  that  the  Yazoo 
cojnpany  can,  and  does,  adequately  meet  the  transportation  require- 
ments of  the  community  served  jointly  by  it  and  the  P$rcy  branch. 

^  The  Webb  branch  is  paralleled  by  the  Yazoo  company's  main  line 
fr»m  Minter  City  nortR  to  Webb,  an  approximate  distance  of  12  miles. 

i  stated  that  the  same  conditions  of  competition  apjty  (fa  this  por- 
of  the  branch  as  in  the  case  of  the  Percy  branch,  ami  that  the 

oo  company  adequately  performs  all  required  transportation 
.service  between  Mintev  City  and  Webb  and  serves  all  industries  in 
this  territory.  Applicant  asserts  that  the  freight  traffic  between 
Minter  City  and  Itta  Bena  hs  very  limited.  The  only  town  of  conse- 
quence between  these  points  is  ^chlater,  with  an  approximate  popula- 
tion of  300.  This  town  is  not  i  served  by  a,ny  other  railroad  and  is 
distant  about  9  miles  from  the  friearest  station  on  another  line. 

For  the  period  from  Januaty  1,  1917,  to  July  19,  1921,  operating 
results  of  the  Percy  branch  are!  shown  as1  follows:  Railway  operating 
revenues,  $148,329.55;  railway  operating  expenses,  $269,118.11;  deficit  in 
net  railway  operating  income,  $189,743.49. 

The  results  of  operation  of  the  Webb  branch  for  the  5  years 
ending  December  31,  1921,  were:  Railway  operating  revenues,  $242,- 
374.74;  railway  operating  expenses,  $396,222.54;  deficit  in  net  railway 
operating  income,  $231,765.22. 

In  arriving  at  the  operating  results  of  the  two  branch  lines, 
freight  and  passenger  revenues  were  figured  on  a  mileage  prorate 
basis.  The  expenses  for  maintenance  of  way  and  structures  and  the 
principal  transportation  costs  represent  actual  expenditures.  The 
remaining  operating  expenses  are  allocated  on  a  mileage  prorate  basis. 

The  population  tributary  to  the  Percy  and  Webb  branches  is  estj- 
mated  by  the  applicant  at  20,000  and  13,000,  respectively.  The  terri- 
tory served  is  largely  devoted  to  the  raising  of  agricultural  products, 
cotton  being  the  principal  crop.  Formerly  there  was  considerable 
lumbering  activity,  but  applicant  states  that  the  timber  has  been  cut 
anfl  the  lumbering  industry  has  practically  been  abandoned. 

1  The  United  States  District  Court  for  the  Northern  District 
of  Mississippi,  Eastern  Division,  entered  an  order  In  the  receiver- 
ship case  January  24,  1922,  by  which  it  was  decreed  "that  the 
further  operation  of  the  'Webb'  and  'Percy'  branches  of  the 
defendant  is  useless  and  wasteful  and  should  be  terminated  in 
order  that  the  chances  of  successfully  operating  the  remainder 
of  the  properties  of  the  defendant  may  not  be  jeopardized."  Tho 
court  was  further  of  the  opinion  that  the  branches  should  be 
scrapped  and  sold. 


REVENUE  FREIGHT  LOADING 

Revenue  freight  loading  took  another  substantial  jump  in 
the  week  ended  May  20.  The  total  was  792,459  cars,  as  against 
777,359  in  the  preceding  week,  and  755,749  in  the  week  before 
that,  an  increase  in  two  weeks  of  36,710  cars.  In  the  weeks  of 
1921  and  1920  corresponding  with  that  ended  May  20,  the  load- 
Ings  totaled  770,991  and  862,074,  respectively. 

As  compared  with  the  week  before,  there  were  increases 
in  everything  except  live  stock,  which  decreased  807  cars.  Mis- 
cellaneous Increased  from  300,684  to  306,434  cars.  Coal  loading 
Increased  from  79,170  to  81,967  cars. 

By  districts  the  loading  in  the  week  ended  May  20  and  the 
corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,393  and  7,019; 
live  stock,  2,748  and  2,644;  coal,  8,802  and  44,548;  coke,  1,442 
and  1,183;  forest  products,  5,933  and  5,384;  ore,  2,837  and  2,428; 
merchandise,  L.  C.  L.,  69,981  and  58,526;  miscellaneous,  86,992 
and  68,215;  total,  1922,  188,128;  1921,  189,947;  1920,  199,939. 

Allegheny  district:  Grain  and  grain  products,  3,329  and 
2,152;  live  stock,  2,838  and  2,924;  coal,  13,479  and  50,645;  coke, 
4,654  and  2,552;  forest  products,  3,100  and  2,385;  ore,  2,355  and 
6,438;  merchandise,  L.  C.  L,..  51,374  and  43,796;  miscellaneous, 
68,868  and  49,597;  total,  1922,  148,997;  1921,  160,489;  1920,  182,- 
041. 

-Pocahontas  district:  Grain  and  grain  products,  182  and 
155;  live  stock,  90  and  114;  coal,  28,447  and  24,221;  coke,  883 
and  185;  forest  products,  1,338  and  1,190;  ore,  34  and  23;  mer- 
chandise, L.  C.  L.,  6,133  and  5,115;  miscellaneous,  4,079  and 
3,559;  total,  1922,  41,186;  1921,  34,562;  1920,  32,770. 

Southern    district:     Grain    and    grain    products,    3,267    and 


4,594;  live  stock,  2,202  and  2,036;  coal,  21,930  and  18,779;  coke, 
709  and  575;  forest  products,  19,711  and  14,278;  ore,  915  and 
764;  merchandise,  L.  C.  L.,  37,854  and  35,841;  miscellaneous, 
41,511  and  33,957;  total,  1922,  128,099;  1921,  110,824;  1920,  125,- 
058. 

Northwestern  district:  Grain  and  grain  products,  11,202 
and  7,985;  live  stock,  7,728  and  6,617;  coal,  3,424  and  4,129;  coke, 
1,296  and  700;  forest  products,  18,109  and  14,350;  ore,  8,160  and 
18,571;  merchandise,  L.  C.  L,.,  30,353  and  26,805;  miscellaneous, 
36,701  and  30,564;  total,  1922,  116,973;  1921,  109,721;  1920,  144,624. 

Central  Western  district:  Grain  and  grain  products,  12,096 
and  10,812;  live  stock,  10,784  and  9,717;  coal,  3,695  and  14,229; 
coke,  196  and  190;  forest  products,  6,053  and  5,447;  ore,  2,308 
and  800;  merchandise,  L.  C.  L.,  32,367  and  30,835;  miscellaneous, 
42,802  and  33,532;  total,  1922,  110,301;  1921,  105,562;  1920, 
115,434. 

Southwestern  district:  Grain  and  grain  products,  4,303  and 
5,106;  live  stock,  2,743  and  2,695;  coal,  2,190  and  4,081;  coke, 
155  and  118;  forest  products,  7,686  and  6,354;  ore,  308  and  806; 
merchandise,  L.  C.  L.,  15,909  and  16,256;  miscellaneous,  25,481 
and  24,470;  total,  1922,  58,775;  1921,  59,886;  1920,  62,208.- 

Total,  all  roads:  Grain  and  grain  products,  42,772  and 
37,823;  live. stock,  29,133  and  26,747;  coal,  81,967  and  160,632; 
coke,  9,335  and  5,503;  forest  products,  61,930  and  49,388;  ore, 
16,917  and  29,830;  merchandise,  L.  C.  L.,  243,971  and  217,174; 
miscellaneous,  306,434  and  243,894;  total,  1922,  792,459;  1921, 
770,991;  1920,  862,074. 


RAIL-AND-LAKE  DIVISIONS 

Defendants  in  No.  11757,  C.  St.  P.  M.  &  O.  et  al.  vs.  Great  Lakes 
Transit  Corp.,  came  in  for  censure  from  Examiner  T.  John  But- 
ler, when  F.  W.  Sullivan,  their  attorney,  appeared  at  the  hearing 
scheduled  for  Chicago,  May  31,  and  announced  that  his  clients 
were  unable  to  proceed.  It  developed  that  application  had  been 
made  to  the  Commission  to  postpone  the  hearing  but  that,  in  view 
of  the  fact  that  previous  continuances  had  already  delayed  the 
proceedings  more  than  two  months,  this  application  had  been 
denied. 

The  case  was  brought  on  the  complaint  of  carriers  serving 
the  boat  line  at  Duluth  and  Superior,  In  an  effort  to  have  the 
divisions  for  the  haul  of  grain  and  grain  products  for  the  rail 
part  of  the  rail-and-lake  carriage  from  the  Twin  Cities  to  Buffalo 
increased. '  It  was  alleged  that  the  boat  line  had  made  no  in- 
crease in  the  division  after  Ex  Parte  74,  but  had  retained  the 
entire  increase  for  themselyes.  The  case  was  heard  in  Chicago, 
in  December,  1920,  and  was  re-opened  at  the  request  of  Commis- 
sioner Daniels,  who  asked  for  more  information  about  the  cost 
and  value  of  the  boat  line's  equipment  and  the  cost  of  performing 
service. 

Carriers  were  well  represented  at  the  hearing,  and  through 
F.  G.  Dorety,  attorney  for  the  Great  Northern,  entered  vigorous 
protests  against  further  delay.  They  said  they  had  incurred  con- 
siderable expense  in  preparing  for  the  hearing  and  in  coming  to 
Chicago,  but  that  It  was  hardly  fair  to  ask  them  to  put  in  the 
material  they  had  gathered  and  so  give  the  defendants  a  chance, 
in  case  continuance  was  granted,  to  study  it  for  a  month  or  six 
weeks.  Mr.  Dorety  suggested  that  the  hearing  proceed  to  a  close 
with  the  defendants  putting  in  such  evidence  as  they  might  be 
able  to  collect  hastily,  but  the  examiner,  after  the  noon  recess, 
ruled  that  the  postponement  should  take  place  until  July  10,  or 
as  near  that  date  as  possible.  He  said  the  Commission  wanted 
to  dispose  of  the  case  on  the  record  to  be  made  at  the  next  hear- 
ing and  that  he  felt  confident  no  such  record  could  lie  made  at 
the  present  time. 

W.  R.  Evans,  accounting  officer  for  the  boat  line,  took  the 
stand  long  enough  to  detail  the  press  of  work  under  which  he 
and  his  department  had  been  buried  ever  since  the  re-opening 
order  was  issued.  Dorety  said  that  excuse  was  trivial  and  as- 
serted that  the  complainants  had  not  used  "due  diligence"  and 
were  making  an  effort  to  "club  the  Commission  Into  a  post- 
ponement." 


LUMBER  CREOSOTING   IN  TRANSIT 
The   Commission   has    amended    conference   ruling    232    to 
read  as  follows: 

Creosoting  Lumber— Transit  Privilege  of  Eighteen  months  Not 
Excessive. — The  Commission  has  expressed  the  view  that  a  transit 
privilege  extending  through  a  period  of  more  than  one  year  is  prlma 
facie  unreasonable.  (Ruling  204.)  Experience  has  shown,  however, 
that  as  applied  to  the  creosoting  of  lumber  a  period  of  twenty-four 
months  is  not  unreasonably  long,  provided  full  local  rates  on  the  in- 
bound material  are  required  to  be  paid.  (See  National  Lumber  & 
Creosoting  Co.  vs.  T.  &  S.  Ry.  Co.,  42  I.  C.  C.  36.) 

The  ruling  was  made  public  May  29,  in  a  notice  dated  three 
days  earlier. 


CHANGE   IN   DOCKET 

Fourth  section  application  452,  shown  under  June  3  at  Beau- 
mont, Tex.,  should  have  been  No.  462. 
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Direct  Freight  and  Passenger  Service  From  Gulf  Ports  to 

MEXICO 


VERA  CRUZ  —  TAMPICO  —  PUERTO  MEXICO 
FRONTERA  —  PROGRESO 


Joint  Service  of 

THE  STEELE  LINE 

Th«   Mexican  Fruit  4k  Steamship  Corporation 
Th«  Blu«H«ld»  Fruit  it  Sl«*m»hip  Company 

FROM  NEW  ORLEANS 
SS  YUMA  SS  SIGVALD  SS  JAMAICA  We 

FROM  GALVESTON,  TEXAS  CITY  &  BEAUMONT 

SS  OLGA  S.— Semi-monthly  Miil.n,. 

THE  STEELE  STEAMSHIP  LINE.  Inc.,  Agent* 

Officee:—4M  Common  St.,  The  Steele  Bldf.,  1*  Moore  St.. 

New  Orleane  Calveston  New  York  .City 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


MONTREAL 
BOSTON 


QUEENSTOWr* 

PLYMOUTH 

LONDON 

LONDONDUUIY 

CHERBOURG 


ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

r  anW  KM  fort  Fnlgltl  5Mpm.n  f  t  J 

COMPANY'S  OFFICES.  Cmmmr*  •  •lldlm.  CHICAGO 

S.  W.  Car.  Diai.iia  and  Randolph  SnV  Telephone  Central  MM 


PHILADELPHIA 
PORTLAND.  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


I 


One  to  six  days  saved  in  deJiveries 
(o  Southwestern  territory 

ADAMS  TRANSFER &STORAGEG>. 

228-36   WEST  FOURTH  STREET 

MERCHANDISE  STORAGE  &  FORWARDING 


STORAGE 


Maruet 


Cold  Storage  and 

GEORGE  S.  LOVEJOY 

Manager  General  Storage  Department 

178  Atlantic  Avenue 
Boston,  Mass. 


DISTRIBUTION 


"* 


Co. 


SUMMER  STREET  STORES 

Direct  eonacctioa  witk  New  York,  New  Hum 

ft    Hartford    Railroad. 
Capxity.  2.000,000  cubic  feet. 


coNsrm  TION  WA 

Connection    with    all    linn    ria   Union    Freight 

Railroad, 
rapacity.   623.000  cubic   feet. 


ALBANY  TERMINAL  STORES 

Direct   connection    with    Boston    &   Albany 

Railroad. 
Capacity,  1,430,000  cubic  feet. 


OUR  FACILITIES  ARE  UNEXCELLED 

Wharfage  and   Dockage 
Free  and  Bonded  Stores 

A  Warehouse  on  every  railroad  entering  Boston 

Total  General  Storage  Capacity  10,329,000  cubic  feet 
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SOUTHPORT  MILL  CASES 

The   Traffic   World   Washington  Bureau 

Application  for  reargument  in  the  Southport  Mill  cases, 
docket  No.  10405,  et  al.,  has  bron  filed  by  Stuart  R.  Barnett,  the 
complainant's  traffic  manager.  He  said  the  Commission  erred  in 
modifying  its  original  decision  in  that  its  own  report  clearly  in- 
dicated "that  only  cumulative  evidence  was  before  the  Commis-. 
sion  in  the  record  in  the  rehearing  and  the  three  elements  neces- 
sary to  justify  a  modification  of  a  finding  by  the  Commission,  viz.: 
(a)  new  facts,  (b)  changed  conditions,  and/or  (c)  misconception 
or  misapprehension,  are  absent,  and  the  petitioner  submits  that 
the  original  findings  should  be  affirmed." 

Mr.  Barnett  based  his  allegation  of  cumulative  evidence  and 
failure  to  disclose  new  facts,  on  the  declaration  of  the  Commis- 
sion that  "rate  comparisons  similar  to  those  introduced  by  de- 
tVmlants  were  carefully  considpered  upon  the  original  record." 
That  declaration,  Mr.  Barnett  said,  was  immediately  preceded  by 
an  assertion  that  "we  are  not  convinced  that  the  rates  cited  in 
comparison  should  be  the  measure  of  the  rates  in  question,  as 
manifestly  different  transportation  conditions  prevail  between 
many  of  the  points  shown." 

The  petition  called  attention  to  the  fact  that  the  Commission 
said  "counsel  for  the  Director-General  stated  upon  argument  that 
he  is  willing  'for  the  purpose  of  this  case  that  the  Commission 
should  assume  that  unless  the  Director-General  shows  that  the 
cottonseed  basis  is  a  subnormal  basis,  the  Commission  is  justi- 
fied in  assuming  it  is  a  reasonable  basis,  and  a  basis  for  repara- 
tion in  this  case.'  "  , 

It  is  the  contention  of  Mr.  Barnett  that  the  Oklahoma  scale, 
prescribed  by  the  Commission,  for  application  to  cottonseed  oil, 
meal  and  cake  shows  that  every  drop  of  Mississippi  and  Mis- 
souri river  had  been  wrung  from  the  rates  prescribed  for  appli- 
cation in  the  southwest.  Using  the  Oklahoma  scale,  even  with  a 
high  rate  of  progression  of  %  cent  for  25  miles,  he  contended  it 
showed  the  cottonseed  rates  were  not  subnormal  because  the 
Commission  prescribed  that  scale  on  a  dry  land  basis. 

Taking  up  palm  kernel  oil,  from  New  Orleans  to  Kansas  City, 
moving  in  1917,  Mr.  Barnett  said: 

It  is  shown  that,  even  using  the  high  progression  of  0.5c  for  each 
25  miles  for  the  entire  distance,  the  rate  from  New  Orleans  to  Kansas 
City,  under  the  scale,  figures  only  30. 5c  per  100  pounds,  or  only  one- 
half  cent  per  100  pounds  higher  than  the  cottonseed  oil  rate  which 
the  Director-General  so  vehemently  attacked  as  being  "subnormal  and 
water  depressed."  Even  measured  by  this  high  southwestern  terri- 
tory, strictly  dry  land  scale,  the  rate  is  shown  not  to  be  "depressed 
and  sub-normal." 

Using  the  progression  of  O.Bc  for  each  50  miles  beyond  700  miles, 
which  this  petitioner  submits  is  eminently  just  to  both  petitioner  and 
defendant  and  should  be  used,  a  reasonable  maximum  rate  under  the 
scale  is  29c  per  100  pounds,  or  one  cent  per  100  pounds  less  than  the 
cottonseed  oil  rate. 

The  joint  line  arbitrary  has  not  been  added  in  either  instance  as 
it  should  properly  be  omitted.  The  Commission  states  at  page  356 
of  the  report:  '  '  *  *  where  the  distance  is  substantial,  as  in  this 
instance,  we  are  not  convinced  that  anything  should  be  added  for  a 
joint-line  haul." 

Do  not  the  above  facts  refute  absolutely  the  charge  of  subnor- 
mality?  The  answer  should  not  be  difficult. 


COMMISSION    ORDERS 

The  Commission  has  rescinded,  on  petition  of  the  Postmas- 
ter-General and  respondent  carriers,  its  order  of  November  18, 
1921,  in  No.  9200,  railway  mail  pay,  in  so  far  as  it  modified 
section  8  of  the  order  entered  December  23,  1919.  Section  8 
of  the  order  of  December  23,  1919,  has  been  modified  so  as  to 
provide  that  whenever  a  regular  authorization  is  exceeded  on 
50  per  cent  or  more  of  the  trips  in  any  calendar  month,  the 
appropriate  higher  unit  shall  be  authorized.  This  rule,  how- 
ever, will  not  apply  to  the  month  of  December. 

The  effective  date  of  the  order  entered  March  14,  in  No. 
11950,  Minnesota  &  Ontario  Paper  Co.  et  al.  vs.  Northern  Pa- 
cific et  al.,  and  affiliated  cases,  was  further  postponed  from 
June  15  to  June  20,  and  was  amended  so  as  to  permit  the  de- 
fendants to  establish  rates  in  compliance  therewith  upon  not 
less  than  15  days'  notice. 

The  order  entered  April  26  in  No.  11682,  Chamber  of  Com- 
merce of  Selma,  Ala.,  et  al.  vs.  Director-General,  Louisville  & 
Nashville  et  al.,  which  authorized  the  payment  of  reparation, 
has  been  vacated. 

The  New  Jersey  Industrial  Traffic  League  was  permitted 
to  intervene  in  No.  13548,  Maritime  Association  of  the  Boston 
Chamber  of  Commerce  et  al.  vs.  Ann  Arbor  et  al.. 

The  Burlington  Shippers'  Association  was  permitted  to  in- 
tervene in  No.  13671,  the  Public  Service  Commission  of  Indiana 
et  al.  vs.  Santa  Fe  et  al. 

The  Commission  has  amended  its  order  of  March  1,  1921, 
in  No.  11018,  Wichita  Board  of  Commerce  et  al.  vs.  Alexandria 
&  Western  et  al.,  so  as  to  require  the  defendants  to  establish,  by 
August  30,  3922,  on  30  days'  notice,  rates  on  horses  and  mules, 
in  carloads,  from  Wichita,  Kan.,  to  points  in  Arkansas  on  the 
St.  Louis-San  Francisco  Railway  intermediate  between  Wichita, 
Kan.,  and  Memphis,  Tenn.,  which  shall  not  exceed  the  rales 
contemporaneously  in  effect  on  like  traffic  from  Kansas  City, 
Mo.,  to  the  same  destination  by  more  than  $13.50  per  standard 


car  of  36  feet  6  inches,  with  rates  on  larger  cars  to  be  pro- 
portionately computed. 

On  application  of  the  Missouri  &  North  Arkansas  and  the 
respondents  in  No.  13345,  in  the  matter  of  divisions  of  joint 
rates,  faros  and  charges  on  traffic  interchanged  between  it  and 
its  connections,  the  Commission  has  modified  its  order  in  that 
case  so  as  to  require  the  furnishing  of  information  called  for 
therein  by  August  15. 

For  the  purpose  of  affording  complainant  an  opportunity 
to  submit  proof  of  damages  in  respect  to  shipments  which 
moved  subsequent  to  March  8,  1919,  the  Commission  has  re- 
opened for  further  hearing,  No.  10016,  R.  Mohr  &  Sons  vs.  the 
New  England  S.  S.  Co.  et  al. 


INTERLOCKING    DIRECTORATES,    ETC. 

John  A.  Barry  and  C.  D.  Baker  were  permitted  to  retain 
their  positions  with  the  Elmira  &  Lake  Ontario  Railroad,  Con- 
necting Terminal  Railroad,  New  York  &  Rockaway  Beach  Rail- 
way, New  York,  Brooklyn  &  Manhattan  Beach  Railway,  and 
Long  Island  Railroad. 

C.  L.  Addison  was  permitted  to  hold  the  position  of  assist- 
ant secretary  of  the  New  York,  Brooklyn  &  Manhattan  Beach 
Railway  in  addition  to  positions  previously  authorized. 

J.  J.  Turner  was  authorized  to  hold  the  position  of  presi- 
dent of  the  Zanesville  Terminal  Railroad  in  addition  to  posi- 
tions previously  authorized. 

George  J.  Adams  was  authorized  to  hold  the  position  of 
director  of  the  Connecting  Railway  Company  in  addition  to 
positions  previously  authorized. 

Eugene  Wright  was  authorized  to  hold  the  positions  of 
director  and  secretary  of  the  New  York  &  Rockaway  Beach 
Railway  in  addition  to  positions  previously  authorized. 

The  Commission  has  authorized  William  H.  Williams  to 
retain  his  positions  with  the  Ticonderoga  Railroad,  Schoharie 
Valley  Railway  and  Detroit  &  Western  Railway  in  addition  to 
positions  previously  authorized. 

Pierpont  V.  Davis  was  permitted  to  hold  the  position  of 
director  of  the  Kansas  City  Southern  in  addition  to  positions 
previously  authorized. 

The  Commission  has-  authorized  officers  of  the  Texas,  Okla- 
homa &  Eastern  and  De  Queen  &  Eastern  to  maintain  their 
positions. 

The  Commission  has  authorized  Paul  Shoup  to  hold  posi- 
tion as  director  of  the  San  Diego  &  Arizona  Railway  Company 
in  addition  to  positions  previously  authorized. 

C.  P.  Davidson  was  authorized  to  hold  the  position  of  assist- 
ant treasurer  of  the  Akron-  &  Barberton  Belt,  in  addition  to  posi- 
tions previously  authorized. 

J.  J.  Turner  has  been  authorized  to  hold  the  position  of 
president  of  the  Lake  Erie  &  Pittsburgh,  in  addition  to  posi- 
tions previously  authorized. 

William  E.  Eppler  has  been  authorized  to  hold  the  position 
of  member  of  board  of  directors  of  the  Mechanicsville  &  Fort 
Edward  Railroad  Company,  in  addition  to  positions  previously 
authorized. 

John  Duffy  was  permitted  to  hold  the  position  of  director 
of  the  Lehigh  Valley  Harbor  Terminal  Railway  Company  in 
addition  to  positions  previously  authorized. 


PAYMENTS    TO    CARRIERS 

The  Commission  has  issued  certificates  directing  the  Sec- 
retary of  the  Treasury  to  make  the  following  payments  to  car- 
riers in  final  settlement  for  the  guaranty: 

Mississippi  Central  Railroad  Company,  total  amount  found 
payable,  $283,581.46;  amount  now  payable,  $38,581.46. 

Philadelphia  &  Reading  Railway  Company,  total  amount 
found  payable,  $9,506,060.80;  amount  now  payable,  $1,656,060.80. 

Bullfrog  Goldfield  Railroad  Company,  total  amount  found 
payable,  $21,954.88;  amount  now  payable,  $14,454.88. 

Mount  Hope  Mineral  Railroad  Company,  total  amount  found 
payable,  $3,675.81.  This  carrier,  however,  received  $4,000  on 
a  partial  payment  and  must  refund  $324.19  to  the  government. 

Oil  Fields  Short  Line  Railroad  Company,  total  amount 
found  payable,  $11,588.35. 

Bridgton  &  Saco  River  Railroad  Company,  total  amount 
found  payable,  $2.995.70. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  payment  of  $7,123.41  to  the  Woodstock  Railway  Com- 
pany and  of  $5,486.80  to  the  Manchester  &  Oneida  Railway  Com- 
pany will  make  good  the  guaranty  to  those  companies  under 
section  209  of  the  transportation  act. 


PORTLAND  TERMINAL  BONDS 

The  Portland  (Me.)  Terminal  Company  has  been  authorized 
by  the  Commission  to  issue  not  exceeding  $195,000  of  first  mort- 
gage 5  per  cent  gold  bonds,  all  or  any  part  of  the  bonds  to  be 
pledged  with  the  Director-General  of  Railroads  in  connection 
with  the  funding  of  indebtedness  of  the  carrier  to  the  United 
States  for  improvements,  extensions,  or  additions  made  during 
federal  control.  The  Maine  Central,  which  owns  all  of  the  cap- 
ital stock  of  the  terminal  company,  was  authorized  to  guarantee 
the  bonds. 
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Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSON  VI LLEJ 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Ratet  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Pallaaalpkla 
lit  B.  TUi4  St. 

Plttabarch 
HIT    Ollr.r    Bmldln* 

Bataanaa.   Ca. 
•araaaak  Bank  *  Traat  BU« 

Laa   Imftim.   Cat 
4JT    Vaa    Nar»    BU(. 

1414    L.    C    Balltk 
Raaa>    4«l    EllloMt    8> 


Nrw   Tark 
U 


244  Taa  Area** 

Oak  Una,    Cat 
Parr  Tarvlaal 

Partland.    On. 
Ml    Tltl.   *  Trw*   Bl.«. 
.   iaaHli,    Waaa. 
Bld«..    Batata.    U.   T. 


NEW  YORK- LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via   PANAMA    CANAL 

WEST  COAST  CENTRAL  AMERICA,  MEXICO 

Calling  at  Norfolk,  Va.;  Corinto.  Nicaragua,  La  Libcrtad,  Salrador; 
San  Joaa  d«  Guatemala  and  Manianillo  i  Havana,  Eait bound 

5.5.  COLOMBIA  tail*  from  fftie  York  June  7th 
5.5.  ECUADOR  taill  from  San  Franciico  June  23rd 

Sailing*  about  avary  17  days  tK«r«af  tar 
AH  New  York  Saillnf*  from  Piar  33.  Atlantic  Tarmlnal,  Iliiinkli" 

PANAMA  SERVICE 

•atwaan  San  Francun,  La.  Anfalaa.  Malk*.  Cantril  Amariu  ana  Canal  Z*M. 

5.5.  CUBA  tail*  from  San  Francitco  June  5th 

and  Sailing*  about  arary  22  days  thereafter 

PACIFIC  MAIL  S.  S.  COMPANY 

1*  Harumr  Squara.  N.w  York  SOS  California  St.,  San  Pranclaeo 

5O3  So.  Spring  St.,  AUiandrla  Hot  al.    Loa  Angala* 


"The  Sunshine  Belt  to  the  Orient" 

TRANS-PACIFIC  SERVICE 

Aan  Fr*naaaao  to  Honolulu,  Yokohama,  Koba,  ShanytiaJ, 
Manila,  Hongkong 

Pauanrer  and  Freight  Sailings  by  New  and  Luxurious  U.  S. 
Shipping  Board  Linen: 

S.S.  President  Cleveland  ("cJS.Ts.i.")  sails  June  3 
5.5.  President  Wilson  (-E^Tsl...  ••)  *ails  June  24 
S.S.  President  Lincoln  (-H.3S&.-')  sails  July  22 

and   approximately  every  21  days  thereafter. 

San  Franc  isco-M  AN.LA-Hongkong  Service  via  Honolulu 

S.S.   Pretidtnt  Harriton    formerly  "Wolrerine  Stale",!  June  12th 
S.S.  Pretidtnt  Hayt*  (formerly  "Creole  Slate"     .     .     July  6th 
and  avafy  35  daya  tharraf  t.r 


MB*  •/  faaVnf  laaaWra  arta*/rom  roint*  oajronaf  ••»(«  a/  ofJI 
fa>  natal  aad  otaar  intormaboa  api^/  to  an/  railroad  or  tonnat  afoacj.  at  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

•Bt  CaA/omU  St..  Sam  Franeiaoo  IB  Hanow  Squiva.  N.  Y. 

(03  So.  Sprinc  St..  Al.iandrta  Hotal,   Loa  An«aiaa 

Board 


.. 


Ship  by  Water" 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


TO 


Los  Angeles,  San  Francisco.  Oak- 
land, Portland,  Seattle  and  Tacoma 


New  York,  Baltimore 
Norfolk.        Philadelphia 

Thru  hill,  of  ladinc  to  San  Di.fo,  Stockton  and  Sacramanto,  California  ; 
Aatorla.Oravon;  Vancounr,  Victoria.  B.C.  |  Hawaiian  and  FarCaat  Porta 

For  rataa.  DaUa  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

Moore  and  Water  Streets,  New  York     Tri.ak«M.  Bawfat Cr~r.  7JM 


M4.        Pt.il.<MphM.  P..        PMaWfh,  P..        ClerJaaJ,  Ohio 
V  Or..aHU|.  OtmrlUf.  MaraWI  tl.f . 

And  at  our  Branch  Orricta  at  port*  of  call,  ate. 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco. 

Portland,  Tacoma.  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 


SS  "DELCO" 
SS  "NYANZA" 
At  Steamer 


From  the  Gulf,  Middle  June 
"       "       "         Late  June 
"       "       "         Early  July 


SS 
SS 
SS 
SS 
SS 


REDHOOK"  From  the  Pacific  Coait,  Early  June 
ELDORADO"     "       "         "  "         2nd  half  June 

DELCO"  Late  June 

AGWIDALE Early  July 


•HOBOKEN' 


Late  July 


Ratal  quoted,  bookinf  i  and  other  information  furnlabad  upon 
application 

THE  STEELE  STEAMSHIP  LINES,  Incorporated 

GENERAL  GULF  AGEMTS 

630  Common  St.,  New  Orleans,  La. 
fc. 


9t«al.  Bid 
Gal 


SWAYNE  A  HOYT,  Ina. 

440  Sanaoma  St. 
San  Franalaoo,  Calif. 


SO   Broad  St. 
Naw  York  Cltr 
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REFUND  OF  TRANSPORTATION  TAX 

A.  C.  Holden,  Deputy  Commissioner  of  Internal  Revenue,  in 
a.  letter  to  J.  H.  Beek,  executive  secretary  of  the  National  Indus- 
trial Traffic  League,  has  advised  that  it  is  considered  "improper" 
for  either  the  carrier  or  the  Commissioner  of  Internal  Revenue  to 
refund  the  transportation  tax  collected  from  a  consignor  or  con- 
signee to  cover  lost  or  damaged  goods,  even  if  the  carrier,  in 
making  settlement  with  the  shipper,  has  included  in  the  amount 
returned  to  the  shipper  enough  either  to  partly  or  wholly  reim- 
burse him  for  the  amount  paid  as  transportation  charges. 

The  fact  that  the  government  intended  keeping  the  money 
It  collected  as  taxes  on  damaged  or  lost  goods,  regardless  of 
what  the  carrier  might  do  or  be  forced  to  do,  was  brought  out 
in  a  letter  written  by  Commissioner  of  Internal  Revenue  Blair, 
under  date  of  May  5.  A  member  of  the  National  Industrial  Traf- 
fic League  filed  a  claim  with  the  treasury  for  refund  of  90  cents 
lax  which  he  had  paid  on  a  part  of  the  shipment  that  was  lost  and 
for  which  the  carrier  had  reimbursed  the  claimant.  In  rejecting 
the  claim  for  refund,  the  commissioner  said: 

Reference  is  made  to  your  claim  for  refund  of  90  cents,  tax  on 
transportation  charges. 

In  the  case  of  settlement  of  loss  or  damage  claims  by  carriers, 
it  is  held  that  the  transportation  tax  collected  is  not  refundable  either 
by  the  carrier  or  by  this  office,  even  though  the  carrier  in  payment 
for  the  loss  or  damage,  include  a  sum  partially  or  wholly  reimbursing 
the  shipper  for  the  amount  paid  as  transportation  charges. 

As  this  office  has  no  authority  to  refund  the  tax  in  question, 
your  claim  is  hereby  rejected  in  full. 

Mr.  Seek  took  u^p  the  subject  with  the  deputy  commissioner 
with  whom  he  had  had  considerable  correspondence.  Mr.  Holden 
not  only  did  not  cause  a  reversal  of  the  holding,  but  had  it 
reiterated,  as  follows: 

Receipt  is  acknowledged  of  your  letter  of  May  10,  1922,  your  file 
73-1,  enquiring  whether  taxpayer  is  entitled  to  a  refund  of  the  taxes 
involved  in  a  case  where  the  shipment  is  lost  in  transit  and  the  trans- 
portation company  has  made  settlement  for  the  loss  incurred. 

In  reply  you  are  advised  that  in  a  case  where  the  consignee  or 
consignor  suffers  loss  or  damage  to  a  shipment  of  .property  and  files 
claim  against  the  carrier  for  recovery  of  the  amount  involved,  It  is 
considered  improper  that  any  amount  representing  taxes  paid  on  the 
transportation  charges  should  be  refunded,  either  by  the  carrier  or 
the  Commissioner  of  Internal  Revenue,  even  though  the  carrier  should, 
in  settlement  for  the  loss  or  damage,  include  an  amount  partially  or 
wholly  reimbursing  the  claimant  for  the  amount  paid  as  transporta- 
tion charges. 

RATES  ON  GAS  AND  FUEL  OIL 

Reparation  was  asked  by  the  complainants  in  No.  13498, 
Rockford  Gas  Light  &  Coke  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al., 
hearing  on  which  was  held  in  Chicago,  before  Examiner  T.  John 
Butler  May  29,  on  numerous  carloads  of  fuel  oil,  moving  from 
the  Oklahoma  oil  fields  to  Rockford,  111.  The  complaint  was 
based  on  the  findings  of  the  Commission  in  No.  11371,  Emerson- 
Brantingham  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.,  reported  in  62 
I.  C.  C.,  18-21,  in  which  the  Commission  held  the  rates  on  gas  and 
fuel  oil  from  Oklahoma  to  Rockford  unreasonable  to  the  extent 
that  they  exceeded  26.5  cents  prior  to  Ex  Parte  74.  The  Rock- 
ford  Gas  Light  &  Coke  Co.  and  the  Greenley  Brothers  Co.,  com- 
plainants in  the  case  on  trial,  were  not  parties  to  the  original 
complaint. 

In  view  of  the  decision  of  the  Commission  in  the  Emerson- 
Branthingham  case,  however,  no  testimony  was  introduced  ex- 
cept that  necessary  to  prove  delivery  and  the  payment  and  bear- 
ing of  freight  charges.  The  defendants  entered  no  testimony. 
The  gas  light  company  asked  for  the  return  of  $1,955,  and  their 
co-complainants  $494.  These  amounts  represented  the  differ- 
ences paid  by  the  complainants  on  shipments  of  gas  and  fuel  oil, 
at  rates  ranging  from  27  to  31%  cents  and  the  rate  found  reason- 
able by  the  Commission  as  mentioned. 


nient   of  the   paragraph.     It   can   only   be   said   that   the   applicant,    in 

this   proceeding,    is   seeking   to  acquire   that  which   it  admittedly   has 

niforo    acquired.      We    are,    therefore,    of    the    opinion    that    the 

application  is  not  within  the  scope  of  the  paragraph  above  referred  to. 


C.  C.  C.  &  ST.  L.  CONTROL  OF  P.  &  E. 

An  application  of  the  Cleveland,  Cincinnati,  Chicago  &  St. 
Louis  Railway  Co.  for  authority  to  purchase  all  of  the  outstand- 
ing capital  stock  of  the  Peoria  &  Eastern  Railway  Co.,  not  already 
owned  by  it  and  all  of  the  P.  &  E.  outsanding  bonds,  has  been 
dismissed  by  the  Commission  on  the  ground  that  the  C.  C.  C. 
&  St.  L.  was  seeking  authority  to  acquire  control  of  a  property 
which  it  already  controlled.  The  effect  of  the  decision  is  that  the 
carrier  need  not  get  the  permission  of  the  Commission  to  do  what 
it  proposes  to  do. 

In  disposing  of  the  application  the  Commission  said: 

The  applicant  states  that  it  now  controls  the  Peoria  &  Eastern 
Ry.  Co.  through  ownership  of  $5.000.100  par  value  of  its  capital  stock, 
of  which  there  is  outstanding  $9,994,200  out  of  a  total  authorized 
capital  of  $10,000,000.  The  remaining  $5,800  of  stock  is  held  in  the 
treasury  of  the  carrier  but  the  applicant  desires  to  acquire  it.  Of 
the  stock  above  referred  to,  $5,000,000  was  purchased  by  the  applicant 
on  February  2,  1920. 

By  paragraph  (2),  section  5,  of  the  Interstate  Commerce  Act,  we 
are  authorized  to  approve  the  acquisition,  to  the  extent  indicated  by 
us,  by  one  carrier  of  the  control  of  any  other  such  carrier  by  the 
purchase  of  stock  or  in  any  other  manner  specified.  In  this  case, 
however,  so  far  as  appears,  the  purchase  of  the  remaining  stock  of 
the  carrier  will  not  give  the  applicant  any  other  or  further  control 
over  such  carrier  than  that  which  it  had  acquired  prior  to  the  enact- 


OPERATING  STATISTICS 

Freight  and  passenger  service  operating  statistics  of  class  I 
steam  roads  issued  by  the  Commission  show  32,895,000,000  net 
ton  miles  for  March,  as  compared  with  26,816,000,000  in  March, 
1921,  and  88,358,000,000  net  ton-miles  for  the  three  months  ended 
with  March,  as  against  81,504,000,000  for  the  same  period  in 
1921. 

Car-miles  per  car-day  averaged  24.4  in  March,  as  against 
20.9  in  March,  1921,  and  22.6  in  the  three  months,  as  against 
21.8  in  the  same  period  of  1921.  Net  tons  per  loaded  car  aver- 
aged 27.8  in  March,  as  against  27.2  in  March,  1921,  and  27.9 
in  the  three  months  ended  with  March  and  28.6  in  the  same 
period  of  1921. 

Passenger  train  car-miles  amounted  to  280,009,000  in  March, 
as  against  291,246,000  in  March,  1921,  and  811,042,000  in  the 
three  months,  as  against  849,455,000  in  the  same  period  of  1921. 

In  the  three  months  ended  with  March  net  tons  of  coal 
consumed  in  freight  road  service  amounted  to  18,896,298,  as 
against  18,740,676  in  the  same  period  of  1921,  while  In  the 
passenger  service  the  consumption  was  7,852,962,  as  against 
8,228,639  in  the  same  period  of  1921. 


CAPACITY  OF  GRAIN  CARS 

In  a  letter  to  Agent  Kelly,  May  29,  D.  R.  Biggert,  traffic  man- 
ager for  the  Marion  National  Mill  Co.,  Marion,  Ohio,  advocated 
the  cancellation  of  all  mention  of  box  cars  of  40,000-pounds  ca- 
pacity in  grain  and  grain  products  tariffs  applicable  in  C.  F.  A. 
and  Trunk  Line  territories.  Mr.  Biggert  insisted  the  inclusion  of 
such  cars  in  the  tariffs  resulted  only  in  confusion. 

"In  nine  years  of  railroad  experience,"  he  said,  "I  have 
actually  seen  one  old,  decript  40,000-pound  car." 

Appended  to  the  letter  was  a  list  of  cars  of  40,000  pounds  ca- 
pacity as  contained  in  the  May  equipment  register.  This  showed 
that  the  B.  &  0,  Big  Four,  Erie,  Canadian  Pacific,  and  Southern 
Pacific  owned  no  such  cars  and  that  the  New  York  Central  and 
the  Pennsylvania  each  owned  one.  Referring  to  this  showing,  the 
letter  said: 

In  view  of  these  figures,  is  there  any  plausible  reason  why  tlin 
40,000-pound  box  car  should  be  given  any  consideration  whatever  in 
grain  and  grain  products  tariffs  in  C.  P.  A.  and  Trunk  Line  terri- 
tories? No  doubt  other  shippers  experience  the  same  confusion  as  we 
do,  and  while  we  have  not  asked  them,  we  are  of  the  opinion  that, 
generally,  they  would  be  agreeable  to  cancelling  any  mention  of  this 
particular  sized  equipment  in  such  tariffs. 


SALE  OF   EQUIPMENT  CERTIFICATES 

Director-General  Davis  announced  this  week  the  sale  of 
$9,883,250  of  equipment  trust  certificates,  bringing  the  total  sold 
to  date  to  $263,258,750.  The  sales  were  at  par  plus  accrued  in- 
terest, and  of  certificates  maturing  January  15,  1923,  to  January 
15,  1935,  inclusive,  as  follows: 

Potter  &  Co.,  New  York  City,  and  Cassatt  &  Co.,  Philadelphia,  Pa.. 
Toledo,  St.  Louis  &  Western  R.  R.  Co.,  approximately  two-thirds  of 
each  annual  maturity,  from  January.  1923,  to  January,  1935,  inclusive, 
$682,500;  Commercial  Trust  Co.,  Philadelphia,  Pa.,  Minneapolis  &  St. 
Louis  R.  R.  Co.,  two-thirds  of  each  annual  maturity  from  January. 
1923,  to  January,  1935,  inclusive,  $873,600;  Edward  Lowber  Stokes  & 
Co.,  Philadelphia,  Pa.,  Halsey  Stuart  Co.,  New  York  City,  and  Edward 
B.  Smith  &  Co.,  Philadelphia,  Pa.,  The  New  York,  New  Haven  & 
Hartford  R.  R.  Co.,  approximately  two-thirds  of  each  annual  maturity 
from  January,  1923,  to  January,  1935,  inclusive,  $2,561,000;  Alfred  Bor- 
den.  New  York  City,  and  The  Chase  National  Bank  of  New  York,  New 
York  City,  Chicago,  Rock  Island  &  Pacific  Ry.  Co.,  approximately  one- 
third  of  each  annual  maturity  from  January,  1923,  to  January,  1935, 
inclusive,  $2.344,550;  Chesapeake  &  Ohio  Ry.  Co.,  one-third  of  each 
annual  maturity  from  January,  1923,  to  January,  1935,  $3,283,800; 
Alfred  Borden,  New  York  City.  Chicago  Junction  Ry.  Co.,  approxi- 
mately one-third  of  each  annual  maturity  from  January,  1923,  to  Jan- 
uary, 1935,  inclusive,  $137,800. 


SHIPMENT  IN  WOODEN  CONTAINERS 
In  order  to  assist  in  the  campaign  for  the  shipment  of  mer- 
chandise and  various  other  commodities  in  wooden  boxes  or  con- 
tainers, the  Southern  Pine  Association  is  sending  out  to  subscrib- 
ers a  large  number  of  small  "stickers,"  furnished  by  the  National 
Association  of  Box  Manufacturers,  which  contain  a  brief  admoni- 
tion to  the  shipper  as  to  the  advantages  obtained  by  shipping  his 
products  in  "good  wood  boxes." 


C.  R.  R.  OF  N.  J.  BONDS 

The  Central  Railroad  Company  of  New  Jersey  has  been 
authorized  by  the  Commission  to  procure  authentication  and 
delivery  to  the  company's  treasurer  of  not  exceeding  $2,000,000 
of  6  per  cent  equipment  bonds,  series  I,  in  connection  with  the 
procurement  of  25  locomotives,  50  passenger  coaches,  10  com- 
bination cars  and  10  baggage-and-express  cars  at  an  estimated 
cost  of  $2,548,940.20.  The  bonds  will  be  held  in  the  company's 
treasury  for  the  time  being,  subject  to  the  further  order  of  the 
Commission,  its  plan  being  not  to  arrange  to  dispose  of  them 
until  the  proceeds  are  needed  to  make  payment  on  the  equip- 
ment. 
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NEW  CARGO  FACILITIES 

The  PORT  OF  TACOMA  announces  the  letting  of 
the  contract  for  the  construction  of  its  SHED  No.  1  on 
PIER  TWO. 

This  FIREPROOF  structure  will  be  1040  ft.  by  180  ft. 
in  size  and  should  be  in  operation  by  January,  1923. 

Shippers  of  general  cargo  may  then  partake  of  the 
service  that  has  made  PIER  ONE  the  most  popular  and 
efficient  ocean  terminal  on  Puget  Sound. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  U.  S.  A. 


Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

I  is  I   or  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Wrltm  lor  IllullrmltJ  Sook.  Par!   Map*  and  Harbor  Information 

Board   of    Harbor   Commissioners 

LOS  ANGELES,  U.  S.  A. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  tra  vic  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se-^ice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  • 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
TraBc  •«r»lct  Corporation   Colorado  Building.  Washington,  D.  C. 


Tariff    Interpretation — Application    of    Minimum    Class    Rates    to 
Articles  Taking    Multiples  of  Class    Rates 

Minnesota. — Question:  We  would  like  to  know  if  there  has 
been  any  recent  decision  of  court  cases  covering  the  application 
of  the  50  cents,  as  double  first  class  under  the  minimum  class 
rate  scale  of  General  Order  No.  28. 

We  have  a  heavy  amount  of  shipments  and  during  the 
past  we  have  had  considerable  correspondence,  which  has  gone 
as  far  as  the  director  of  the  bureau  of  traffic  of  the  Interstate 
Commerce  Commission,  who  personally  agrees  with  us  that  the 
actual  double  first  class,  providing  it  exceeds  25  cents,  is  ap- 
plicable. The  Minnesota  Railroad  and  Warehouse  Commission 
also  agrees  on  this  application.  We  would  also  like  to  know 
if  there  are  any  cases  pending  on  this  subject. 

Answer:  Supplement  to  General  Order  No.  28  provides  that 
the  "minimum  rate"-  on  any  article  shall  be  the  rate  shown 
therein  for  the  class  at  which  that  article  is  rated  in  the  classifi- 
cation. The  minimum  "rate"  for  articles  rated  first  class  in 
the  classification  is  25  cents.  To  begin  with,  on  June  25,  1918, 
all  first  class  rates  less  than  25  cents  were  eliminated.  In  their 
stead  was  established  the  scale  of  class  rates  prescribed  by 
General  Order  28.  It  should  be  borne  in  mind  that  these  rates 
are  not  minimum  "charges,"  but  are  the  actual  rates  from  A 
to  B,  C  to  D,  etc.,  which  supersede  the  corresponding  rates  of 
lesser  amounts  from  and  to  the  same  points.  These  so-called 
"minimum  rates"  are  covered  by  the  classification,  just  as  any 
other  class-rate  scale  is  governed  thereby.  If  an  article  takes 
double  first  class  in  the  classification  it  likewise  takes  double 
first  class  rate  in  the  rate  scale.  We  cannot  agree  with  your 
interpretation  for  this  additional  reason:  Suppose  the  first  class 
rate  from  A  to  B  on  June  25  was  16  cents.  According  to  the 
25  per  cent  increase  scale,  this  rate  would  then  become  20  cents, 
and  obviously  the  double  first  class  would  be  40  cents  and  in 
excess  of  the  25-cent  first  class  minimum  rate.  But,  recalling 
that  the  16-cent  rate  from  A  to  B  was  effectually  rendered  inop- 
erative by  the  establishment  of  the  minimum  rate  scale,  we 
cannot  use  the  20  cents  as  a  basis  for  constructing  the  double 
first  class  rate  from  A  to  B,  but  must  take  the  25-cent  first  class 
rate  between  these  points  as  the  basis  and  apply  the  classifica- 
tion thereto,  thus  producing  the  actual  rate  of  50  cents. 

In  Absence  of  Joint  Through  Rate  Over  Given  Route  Lowest 
Combination  Via  That  Route  Is  Properly  Applicable 

Missouri. — Question:  We  would  like  to  have  your  interpreta- 
tion of  I.  C.  C.  Conference  Rulings  220  (g)  and  443,  as  applicable 
to  the  following  case: 

For  convenience  we  shall  designate  the  carriers  involved 
as  A,  B,  C  and  D. 

The  joint  through  rate  published  from  St.  Louis  to  Mitchell, 
S.  D.,  is  via  A  and  B,  which  rate  is  35  cents  per  hundred  pounds. 
We  can  check  a  combination  via  C  to  Sioux  Falls,  thence  via  B 
to  Mitchell,  of  28  cents  per  hundred  pounds,  or  via  C  to  Sioux 
City  and  D  to  Mitchell  of  29%  cents  per  hundred  pounds. 

Are  not  the  combinations  legally  applicable  via  these  prac- 
tical routes  over  which  no  through  rates  apply? 

Answer:  The  joint  through  rate  of  35  cents  is  the  only 
lawful  rate  applicable  via  A  and  B  route.  Via  the  other  two 
routes  mentioned,  there  being  no  joint  rates  available,  the  low- 
est combination  of  intermediates  is  properly  applicable.  Section 
15  of  the  interstate  commerce  act  gives  the  shipper  the  right 
to  designate  the  route  via  which  his  shipments  shall  travel  and 
imposes  the  duty  upon  the  carrier  to  so  handle  them.  The  law- 
fully published  through  rate  is  applicable,  if  there  is  a  joint 
through  rate  via  the  designated  route.  If  there  is  no  joint 
through  rate,  obviously  the  lowest  combination  must  be  used. 

In  Conference  Rulings  220  (g)  and  443  the  Commission  was 
dealing  with  rates  via  the  "same"  route  and  not  via  different 
routes.  If  the  shipper  forwards  his  shipment  via  a  route,  as 
he  has  the  right  to  do,  via  which  there  is  no  joint  rate,  there 
is  no  authority  to  apply  to  such  movement  the  joint  rate  re- 
stricted to  apply  only  via  some  other  route.  While  220  (g)  pro- 
vides that  "The  lawful  rate  for  through  movement  is  the  through 
rate,  even  though  some  combination  makes  lower  rate,"  it  means 
that  such  rate  as  published  is  the  only  lawful  rate  via  that 


route.  The  rule  goes  further,  however,  and  provides  a  way 
by  which  the  carriers  may  remove  the  joint  through  rate  which 
is  in  excess  of  the  combination  over  the  same  route.  This  is 
because  of  the  rule  in  the  fourth  section  of  the  act  making  un- 
lawful through  rates  which  are  in  excess  of  the  aggregate  of 
intermediates. 

All  that  is  necessary  to  entitle  a  shipment  to  the  protection 
of  the  lower  combination  "via  a  different  route"  from  that  over 
which  the  higher  through  rate  obtains,  is  to  specifically  route 
the  shipment  so  as  to  require  the  carrier  to  transport  the  ship- 
ment via  such  cheaper  route.  Further,  under  ruling  214  (c)  if  the 
shipper  fails  to  specify  the  routing,  the  line  accepting  the  ship- 
ment must  forward  same  via  the  cheapest  available  route, 
whether  a  combination  or  a  joint  through  rate  route  is'  avail- 
able. In  your  case  cited,  if  the  shipment  were  delivered  to  line 
A,  its  cheapest  rate  is  the  joint  through  rate,  35  cents;  if  de- 
livered to  line  C,  its  duty  would  be  to  forward  via  Sioux  Falls 
and  deliver  to  line  B  and  protect  the  28-cent  rate. 
All-Rail  vs.  Rail-and-Water  Routes 

Texas. — Question:  We  have  noted  with  interest  the  dif- 
ferent answers  you  have  given  to  the  question — Subject  "Rail  vs. 
Rail-and-Water  Route."  In  your  issue  of  January  14,  1922i  your 
answer  does  not  answer  the  question.  You  give  your  opinion, 
but  the  carriers  do  not  agree  with  you. 

Can  you  not  furnish  some  specific  instance  or  some  specific 
ruling  which  has  been  made  on  this  character  of  shipment  that 
can  be  used  to  force  the  carrier  to  protect  the  rail-and-water 
route? 

Answer:  This  question,  notwithstahding  the  views  ex- 
pressed by  us  in  our  answer  to  "Maine"  on  page  106  of  the 
January  14,  1922,  issue,  seems  to  be  settled  by  the  report  of 
the  Commission  in  Schule's  Pure  Grape  Juice  Co.,  Inc.,  vs. 
Director-General  et  al.,  68  I.  C.  C.  485,  holding  that  if  a  shipper 
desires  his  shipment  to  move  via  a  water-and-rail  route  that  is 
cheaper  than  the  all-rail  route,  he  must,  in  delivering  it  to  an 
initial  carrier,  specify  such  routing,  otherwise  it  is  understood 
that  the  shipment  is  to  move  via  an  all-rail  route. 
Liability  of  Carrier — Where  Shipper  Ratifies  Unauthorized  De- 
livery Carrier  Not  Liable 

Maryland. — Question:  Is  the  initial  carrier  liable  for  haul- 
ing charges  incurred  by  consignee  on  carload  shipment  waybilled 
to  station  B,  where  it  was  accepted  under  protest,  consignee  be- 
ing unable  to  produce  bill  of  lading,  which,  when  produced  in 
support  of  a  claim  filed  with  the  destination  carrier,  plainly 
shows  the  destination  as  station  A,  about  six  miles  away? 

Answer:  We  are  of  the  opinion  that,  inasmuch  as  the  con- 
signee accepted  the  shipment,  that  is,  took  possession  of  it  at 
station  B,  instead  of  asserting  his  right  to  have  the  same  trans- 
ported by  the  carrier  to  station  A  for  delivery,  he  ratified  the 
carrier's  act  in  tendering  the  shipment  at  station  B.  It  is  im- 
material that  the  consignee  was  uninformed  as  to  where  the  ship- 
ment was  billed.  He.  as  well  as  the  carrier,  should  know  the 
proper  destination  of  his  consignments,  and  he  cannot  set  up 
his  lack  of  such  knowledge  as  grounds  for  holding  the  carrier 
liable  for  offering  a  shipment  at  a  point  where  he  was  not  bound 
to,  but  did  accept  it.  There  can  be  no  acceptance  "under  pro- 
test" of  a  shipment  from  a  carrier.  If  the  shipment  is  accepted 
at  all  by  the  consignee,  the  carrier's  duty  is  fully  discharged. 

In  Reeves  Coal  Co.  vs.  C.  M.  &  St.  P.,  37  I.  C.  C.  707,  coal 
was  consigned  to  Dell  Rapids.  la.,  and  refused  by  the  consignee. 
The  shipper  had  another  customer  at  Sioux  Falls,  S.  D.  If  the 
car  had  moved  into  Dell  Rapids  over  a  certain  route  it  could 
have  been  reconsigned  to  Sioux  Falls  on  the  through  rate  from 
original  point  of  shipment.  If  it  reached  Dell  Rapids  via  a 
different  route  it  could  not  be  consigned  to  Sioux  Falls  except 
on  the  combination  of  rates  to  and  from  point  of  reconsignment. 
The  shipper  made  inquiry  of  the  carrier  as  to  the  route  over 
which  the  car  reached  Dell  Rapids  and  was  misinformed.  The 
car  was  reconsigned  to  Sioux  Falls  and  there  delivered  to  the 
consignee.  The  combination  over  Dell  Rapids  was  assessed. 
The  shipper  contended  that  he  was  entitled  to  the  through  rate. 
The  Commission,  however,  held  that  shipper  could  have  required 
the  carriers,  because  of  the  misinformation,  to  return  the  ship- 
ment to  Dell  Rapids  without  extra  charge,  but  that,  having 
elected  to  take  delivery  at  Sioux  Falls,  he  must  pay  the  rate 
applicable  to  that  point  via  route  of  movement.  The  shipper 
had  ratified  the  carrier's  unauthorized  act  in  moving  the  car  to 
Sioux  Falls  because  his  reconsigning  instructions  had  told  the 
carrier  not  to  reconsign  unless  the  through  rate  could  be  pro- 
tected. 

Ice — Carrier    Liable   for   Cost   of   if   Shipment    Unreasonably 

Delayed 

Louisiana. — Question:  Carload  shipment  of  perishables  is 
forwarded  from  A  to  B  via  X  Y  and  Z  railroads.  Refrigerating 
instructions  read  as  follows:  "Re-ice  at  S  with  crushed  ice  and 
no  salt.  Oftener  if  delayed."  The  car  reaches  S  and  is  re-iced 
as  per  instructions,  with  1,200  pounds  of  ice  without  delay  and 
is  transferred  by  the  Y  R.  R.  at  this  point  to  Z  R.  R.  on  March 
11,  1922,  at  2  p.  m.,  and  the  car  moved  out  of  point  S  on  the 
Z  R.  R.  at  8:15  p.  m.,  March  11. 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 

Facilities 


Clean  and  Well 

Ventilated 

Warehouse* 


UrimtotMi  Concrete  Warehouaea.  Eicht  compartment.  separated  by  14-Inch  Arc  mil*.  A.  D.  T.  W.trhman  Service.  LOW  INSURANCE  RATES. 
The  apper  star*  of  ow  warehouse,  bavin*  approximately  200,000  sq.  ft.  floor  space,  it  devoted  entirely  to  the  handling  of  merchandise  distribution 
fl«l|X  It  is  IS  f»«t  above  normal  tide,  tniurina;  you  abaolute  safety  from  haiards  of  all  kinds. 
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This  movement  was  made  on  the  first  regular  train  which 
was  out  after  receiving  the  car  from  connections,  but  it  did 
not  leave  point  S  on  schedule,  which  is  6:40  p.  m.,  therefore 
was  only  one  hour  and  35  minutes  late.  Because  of  this,  Z 
carrier  re-iced  the  car,  and  I  would  like  for  you  to  advise  first 
if  carriers  are  liable  for  damages  which  might  develop  when 
delay  does  not  exceed  the  lerigth  of  time  indicated  above,  and 
secondly,  could  the  shipper  be  held  liable  for  icing  charges  in 
a  case  of  this  kind  because  of  the  fact  that  he  specifically  ordered 
icing  in  case  of  delay? 

Answer:  A  carrier  is  liable  for  injury  to  perishable  goods 
resulting  from  unreasonable  delay  on  its  part,  but  is  not  liable 
for  injury  to  such  freight  which  is  the  result  of  deterioration 
due  to  the  inherent  nature  of  the  commodity.  If  the  only  delay 
to  the  shipment  in  question  was  that  resulting  from  the  failure 
of  the  outbound  train  from  junction  S  to  move  on  scheduled 
time,  we  do  not  believe  that  the  carrier  could  be  held  liable  for 
injury  to  the  goods. 

With  respect  to  the  question  of  who  should  pay  for  the 
subsequent  re-icing  at  S,  as  we  see  it,  the  determination  of  this 
question  is  dependent  upon  whether  or  not  the  second  re-icing 
was  necessary  by  reason  of  unreasonable  delay  on  the  part  of 
the  carrier  in  holding  the  car  at  that  point  an  unreasonable 
length  of  time,  in  which  event  the  carrier  and  not  the  shipper 
should  pay  for  the  ice.  On  the  other  hand,  if  the  second  re- 
icing  was  necessary  by  reason  of  delay  which  was  not  unrea- 
sonable, the  shipper,  under  the  re-icing  instructions  given, 
should  pay  for  the  Ice.  In  other  words,  the  shipment,  being 
one  which  was  moving  under  ice  at  the  cost  of  the  shipper, 
the  shipper  is  properly  chargeable  with  the  cost  of  the  ice 
necessary,  to  protect  the  shipment  while  in  transit  if  it  is  moved 
with  reasonable  dispatch,  but  if,  due  to  unreasonable  delay  on 
the  part  of  the  carrier,  additional  ice  is  necessary,  the  carrier, 
under  its  duty  to  protect  the  shipment,  must  furnish  such  addi- 
tional ice  as  is  necessary  to  protect  the  shipment,  and  may 
not  charge  the  cost  thereof  to  the  shipper. 
Claims  for  Loss,  Damage  or  Overcharge — Documents  Necessary 

to  Support 

Iowa. — Question:  In  filing  claims  for  loss,  damage  or  over- 
charge, is  it  absolutely  necessary  that  the  original  freight  bill 
and  bill  of  lading  be  attached  to  the  claim.  We  knew  the  car- 
riers demand  these  documents,  but  is  there  anything  on  the 
law  books  that  makes  it  obligatory  on  claimants  to  surrender 
these  original  documents?  In  the  event  of  suit  being  filed  we 
understand  it  is  necessary  to  show  the  original  documents  in 
court,  and  if  the  carrier  should  decline  to  return  them  to  claim- 
ant the  suit  would  not  stand. 

Answer:  As  regards  claims  for  loss  or  damage,  while  the 
documents  in  question  are  what  is  known  as  the  best  evidence, 
if  by  any  other  means  the  essential  elements  of  the  cause  of 
action  can  be  proved  the  absence  of  these  documents  will  not 
prevent  recovery. 

With  respect  to  claims  for  overcharge,  see  our  answer  to 
"Alabama"  on  page  792  of  the  October  15,  1921,  issue  of  The 
Traffic  World,  under  caption,  "Overcharge  Claims — Documents 
Necessary  to  Support." 


COAL  PRODUCTION  REPORT 

"The  eighth  week  of  the  coal  strike  opened  with  a  decided 
increase  in  production,"  the  Geological  Survey  says  in  its  cur- 
rent report  on  coal  production.  "The  returns  so  far  received  in- 
dicate an  output  of  soft  coal  close  to  5,000,000  tons.  Produc- 
tion of  anthracite,  however,  remains  practically  zero. 

"Final  reports  for  the  seventh  week  of  the  strike  (May  15- 
20)  show  an  output  of  4,472,000  tons  of  bituminous  coal  and  8,000 
tons  of  anthracite,  a  total  of  4,480,000  tons.  In  the  corresponding 
week  of  1920  the  combined  output  of  anthracite  and  bituminous 
coal  was  11,090,000  tons,  and  a  year  ago  our  mines  were  produc- 
ing 9,780,000  tons.  Considering  the  anthracite  and  bituminous 
mines  as  a  common  supply  of  fuel,  it  will  be  seen  that  the 
quantity  of  coal  now  being  raised  is  still  more  than  6,000,000 
tons  short  of  the  weekly  rate  in  a  year  of  active  business,  and 
nearly  5,000,000  tons  short  of  that  in  the  year  of  depression,  1921. 

"The  increase  during  the  present  week  (May  22-27)  may  he 
judged  from  the  fact  that  loadings  on  Monday  exceeded  by  652 
cars  the  highest  figure  previously  reported  since  the  strike  be- 
gan. A  further  increase  on  Tuesday  carried  loadings  above  the 
15,000-car  mark,  and  the  total  for  the  first  four  days  of  the  week 
exceeds  by  11  per  cent  the  corresponding  period  of  last  week. 
It  is  expected  therefore  that  final  returns  will  show  an  output  not 
far  from  5,000,000  tons. 

"The  increase  is  largely  in  response  to  higher  prices  and 
more  active  demand,  calling  into  production  mines  which  have 
hitherto  been  working  only  part  time  in  the  districts  not  affected 
by  the  strike.  To  a  much  smaller  extent  the  increase  results 
from  resumption  of  work  at  mines  at  first  closed  by  the  strike 
in  eastern  Kentucky  and  southern  West  Virginia.  Shipments 
are  increasing  slowly  out  of  the  Connellsville  coke  region  and 
the  Kanawha  and  New  River  fields.  From  the  strongly  organized 
districts  no  resumption  of  work  has  been  reported.  The  region 


to  furnish  the  greater  part  of  the  increase  in  output  is  the  middle 
Appalachian,  where  the  mines  are  rapidly  approaching  the  maxi- 
mum production.  The  accumulation  of  unbilled  coal  is  declining. 
It  is  clear  that  consumers'  stocks  must  be  falling  steadily,  but 
by  how  much  is  uncertain. 

"The  accumulation  of  unbilled  coal  at  the  mines  is  steadily 
declining.  A  count  of  all  roads  (practically  complete)  showed 
the  daily  average  number  of  unconsigned  loads  of  bituminous 
coal  to  be  8,967,  against  10,837  the  week  before.  In  the  first  week 
of  the  strike  it  had  been  30,730  cars. 

"The  reduction  in  the  number  of  unbilled  loads  has  natur- 
ally been  most  rapid  in  the  fields  serving  the  great  industrial 
section  north  of  the  Ohio  and  Potomac.  In  the  northern  Ap- 
palachian coal  fields,  for  instance,  the  number  of  no-bills  is  now 
practically  stationary.  In  the  far  West,  on  the  other  hand,  it  is 
still  large. 

"Furthermore,  it  is  clear  that  much  of  this  coal  though  un- 
billed is  being  held  for  special  consumers. 

"The  all-rail  movement  of  bituminous  coal  to  New  England 
declined  to  496  cars  in  the  week  ended  May  20.  This  is  the 
lowest  record  for  any  week  since  the  miners'  strike  in  1919.  'Ship- 
ments of  anthracite  increased  slightly  to  699  cars.  In  the  cor- 
responding week  a  year  ago,  2,894  cars  of  anthracite  and  3,159 
cars  of  bituminous  coal  were  forwarded. 

"The  movement  of  bituminous  coal  through  Hampton  Roads 
continues  at  a  weekly  rate  just  under  400,000  tons.  In  the  week 
ended  May  20  a  total  of  394,340  net  tons  were  dumped  over  tha 
piers  at  that  port.  A  decrease  of  about  15,000  tons  in  shipments 
to  New  England  was  offset  by  an  increase  in  exports.  Other 
coastwise  shipments  increased  to  114,507  tons. 

"Dumpings  of  bituminous  coal  over  Lake  Erie  piers  continue 
at  the  rate  of  about  300,000  tons  a  week.  For  the  third  week  of 
May  the  figures  were  299,350  net  tons  of  cargo  coal  and  9,342  tons 
of  vessel  fuel,  a  total  of  308,692  tons.  A  large  part  of  the  current 
dumpings  are  for  shipment  to  Buffalo  and  other  ports  on  Lake 
Erie.  The  portion  moving  to  destinations  at  the  head  of  the 
Lakes  is  abnormally  small. 

"Final  returns  collected  by  the  Massachusetts  Fuel  Admin- 
istration give  the  total  quantity  of  anthracite  received  in  New 
England  in  the  coal  year  ended  March  31,  1922,  as  10,424,000  net 
tons.  Although  less  than  in  the  war  years  and  the  year  1920- 
21,  it  was  approximately  equal  to  the  years  1916-17  and  1920-21. 

"Receipts  of  bituminous  coal  were  18,356,000  tons,  the 
smallest  in  any  recent  year.  A  notable  feature  of  the  bituminous 
coal  trade  for  the  year  was  the  increasing  percentage  obtained 
by  tide.  Fifty-six  per  cent  of  the  total  receipts  came  by  water 
from  New  .York,  Philadelphia,  Baltimore,  and  Hampton  Roads, 
as  against  only  44  per  cent  the  year  before." 


Digest  of  New  Complaints 


No.  11818,  Sub.   No.  15.    W.  T.  Ferguson  Lumber  Co.,  St.   Louis,  Mo., 
vs.  B.   &  O.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  lumber  between  various  points 
because  of  the  assessment  of  the  penalty  charge  of  $10  per  car 
when  cars  were  held  for  reconsignment  more  than  48  hours.  Asks 
reparation. 

No.  11818,  Sub.  No.  16.     M.  C.  Nelson  Lumber  Co.,  Kansas  City,  Mo., 
vs.  Santa  Fe  et  al. 
Same  complaint  and  same  prayer. 

No.  11818,   Sub.   No.   17.     The  Union  Wholesale   Lumber  Co.,  Youngrs- 
town.  Ohio,  vs.  B.  &  O.  et  al. 
Same  complaint  and  same  prayer. 

No.  13826.    West  Kentucky  Coal  Bureau,  Louisville,  Ky.,  vs.  Louisville 
&  Nashville  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  coal 
from  mines  on  the  L.  &  N.  in  western  Kentucky  to  points  in 
north  and  northwest  because  of  the  lack  of  joint  through  rates. 
Asks  for  the  establishment  of  just,  reasonable  and  nondiscrimina- 
tory  joint  through  rates  which  shall  not  exceed  those  maintained 
from  mines  in  southern  Illinois  by  more  than  25  cents  per  ton. 

No.  13827.     Northern  Hemlock  &  Hardwood  Manufacturers'  Asso.,  Osh- 
kosh.  Wis.,  vs.  Ann  Arbor  et  al. 

Unjust,  unreasonable  and  unduly  preferential  rates  on  forest 
products  from  points  in  Wisconsin  and  the  Upper  Peninsula  of 
Michigan  to  destinations  in  Western  Trunk  Line  and  Central 
Freight  Association  territories,  including  Illinois-Wisconsin  terri- 
tory. Ohio  river  crossings.  Buffalo-Pittsburgh  territory  and  east- 
ern Trunk  Line  territory,  because  of  the  rates  themselves  and  the 
reduced  rates  which  have  been  allowed  competitors  since  the 
decision  in  Ex  Parte  74.  Asks  for  the  establishment  of  just,  rea- 
sonable pnd  non-preferential  rates. 

No.  13828.     Oeneral  Fire  Extinguisher  Co.,  Warren,  Ohio,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  wrought  iron  pipe  and  fittings 
from  Warren.  Ohio,  to  IMS  Angeles,  Calif.  Asks  reparation. 

No.  13829.     The   Settle  Lumber  Co.,   Cincinnati,   Ohio,   vs    Alabama   & 
Vicksburg  et  al. 

Unjust,  unreasonable,  un justly  discriminatory  and  undulv  oref- 
'•icMtial  or  prejudicial  rates,  which  violate  the  fourth  section,  on 
lumber  from  points  In  Ohio  and  southern  states  to  Madisonville 
Ohio.  Asks  for  the  establishment  of  just,  reasonable  and  non- 
discriminatory  rates. 

No.  13830.      Rv-Products    Coke    Corporation,    South    Chicago,    111.,    vs. 
Director  General,   as  agent. 

Unjust  and  unreasonable  rates  on  light  oil  of  coal  tar  from 
South  Chicago,  111.,  to  Solvay.  N.  Y.  Asks  reparation. 

No.  13831.     Peerless  White  Lime  Co..  Ste.  Gcnovievc  and   Mother.  Alo 
vs.  Chicago  &  Eastern  Illinois  et  al. 
Unjust,   unreasonable,   unjustly  discriminatory  and   unduly  pref- 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile   to  Jamaica,    Haiti,    Santo   Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:  1217  Pierc*  Building 
IRVING  H.  HELLER.  M.n.,.r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  M.n.(«r 


NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  We*t  Adam*  Street 
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erential  or  prejudicial  rates,  which  violate  fourth  section,  on  coal 
from   mines   in   Illinois  to   Ste   Genevieve   and   Mosher,   Mo.     Asks 
for   the  establishment  of  just,   reasonable   and   non-discriminatory 
rates  and   reparation. 
No.  13832.    Gulf  Coal  Co..  Tarns,  W.  Va.,  vs.  the  Virginian  Ry.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  prejudicial  and 
illegal  rates,  rules,  regulations  and  practices  in  connection  with 
the  transportation  of  coal  from  Hot  Coal,  W.  Va.,  said  to  be  in 
the  New  River  district  of  West  Virginia.  Asks  for  rates  on  the 
New  River  district  basis  and  appropriate  rules,  regulations, 
switching  and  terminal  facilities  in  connection  therewith. 
No.  13833.  Hampton  &  Branchvllle  Railroad  &  Lumber  Co.  (South 
Carolina),  vs.  Atlantic  Coast  Lines  et  al. 

Asks  the  Commission  to  require  defendants  to  maintain  the 
divisions  with  complainant  agreed  upon  on  lumber  on  Feb  29,  1920, 
and  to  pay  over  to  it  the  amounts  now  due  upon  that  basis  pend- 
ing a  decision  of  the  Commission  as  to  what  these  divisions  should 
be  for  the  future. 

No.  13834.     Albany  Perforated  Wrapping  Paper  Co.,  Albany,  N.  Y.,  vs. 
Ahnapee  &  Western  et  al. 

Unjust,  unreasonable  and  unduly  preferential  rates  on  toilet 
paper,  paper  towels  and  toilet  paper  holders  from  Albany,  N.  Y., 
to  Denver,  Colo.,  and  points  taking  the  same  rates  and  to  Kansas 
City  and  points  taking  the  same  rates.  Asks  cease  and  desist 
order  and  just  and  reasonable  rates. 

No.   13835.     Carolina  Portland  Cement  Co.,  Charleston,   S.   C.,   vs.   Di- 
rector-General,  as  agent. 

Unjust,  unreasonable  and  unlawful  rates  on  red  cedar  shingles 
from  Vancouver,  B.  C.,  to  Minnesota  Transfer.  Minn.,  and  re- 
consigned  to  Memphis,  Tenn.,  then  reconsigned  to  Birmingham. 
Ala.  Asks  reparation.  . 

No.   13836.     United  States  Graphite  Co.,  Saginaw,  Mich.,  vs.  Director- 
General,  as  agent,  and  Southern  Pacific  R.  R.  of  Mexico. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preferen- 
tial and  prejudicial  rates  on  graphite  ore  from  Torres,  Sonera, 
Mexico,  to  Sagin«w,  Mich.  Asks  reparation. 

No.  13837.     Hayward  Brothers  Shoe  Co.,  Omaha,  Neb.,  vs.  C.  M.  &  St. 
P. 

Unjust  and  unreasonable  rates  on  three  carloads  of  rubber 
arctics  or  shoes,  boxed,  from  Seattle,  Wash.,  to  Omaha.  Asks 
reparation. 

No.   13838.     Tuffli  Brothers  Pig  Iron   &  Coke  .Co.,   St.   Louis,   Mo.,  vs. 
P.   C.  C.   &  St.  L.  et  al. 

Unjust,  unreasonable,  discriminatory  rates  in  violation  of  the 
long-and-snort  hault  rule  on  7  carloads  of  coke  from  Indianapolis, 
Ind.,  to  Marshalltown,  Iowa.  Asks  reparation. 

No.  13839.     The  Commercial  Club  of  Fargo,  North  Dakota,  vs.  Ahnapee 
&  Western  et  al. 

Complaints  of  rate  adjustment  applicable  to  and  from  Fargo 
as  unreasonable  per  se,  as  well  as  unduly  prejudicial,  and  says  that 
further  commercial  development  by  Fargo  in  competition  with 
Moorhead.  Minn.,  and  St.  Paul,  Sioux  City,  Iowa,  Aberdeen  and 
Sioux  Falls,  S.  D.,  and  other  points,  which  are  enjoying  lower 
levels  of  rates  is  impossible  unless  relief  sought  is  granted.  Asks 
cease  and  desist  order  and  just,  reasonable,  non-prejudicial  and 
non-dicriminatory  rates. 

No.  13840.    Associated  Oil  Co.  et  al.,  San  Francisco,  vs.  Arizona  Eastern 
et  al. 

Unjust,  unreasonable,  preferential  or  prejudicial  rates  on  petro- 
leum and  its  products  from  various  points  in  California  to  various 
points  of  destination  on  rails  or  defendant  carriers  in  Arizona. 
Asks  cease  and  desist  order,  just  and  reasonable  rates. 
No.  13841.  Indiana  State  Chamber  of  Commerce,  Indianapolis,  Ind.,  vs. 
B.  &  O.  et  al. 

Unjust,  unreasonable,  prejudicial  and  discriminatory  rates  on 
bituminous  coal  from  Ohio  District  No.  8  and  inner  Crescent 


groups  to  Tcrre  Haute.  Ind..  and  other  points  in  "affected  terri- 
tory" in  Indiana  as  described  In  46  I.  C.  C.,  66.  Asks  cease  and 
desist  order,  just,  reasonable,  non-discriminatory,  non-prejudicial 
rates. 

No.   13842.     General  Fire  Kxtinguisher  Co.,   Providence.   R.  I.,  vs.  Ala- 
bama Great  SotltBern  et  al. 

Unjust,  unreasonable  rates  on  iron  valves  in  mixed  carloads  with 
iron  pipe  and  fittings  from  Warren,  Ohio,  to  various  destinations  in 
Southern  Classiflction  territory.  Asks  cease  and  desist  order.  Just 
and  reasonable  rates  and  reparation. 


ST.    LOUIS    STORAGE    WAREHOUSE 

The  Columbia  Terminals  Company  of  St.  Louis  has  issued 
the  second  of  a  series  of  booklets,  dealing  with  the  merchandise 
storage  warehouse  in  conjunction  with  its  freight  handling  facili- 
ties of  nine  off-track  universal  freight  depots  and  a  fleet  of 
tractors  and  semi-trailers.  The  first  booklet  of  the  series  de- 
scribed the  company's  freight  handling  facilities.  The  warehouse 
booklet  is  elaborately  illustrated  with  views  of  both  the  exterior 
and  interior  of  the  structure,  which  is  of  15,000  tons  capacity  and 
occupies  a  block  in  St.  Louis  in  the  heart  of  the  business  district. 
This  warehouse,  it  is  pointed  out  in  the  booklet,  offers  excep- 
tional advantages  to  manufacturers  outside  St.  Louis  for  ship- 
ping to  that  point  in  carload  lots  and  having  consignments  for- 
warded to  points  beyond.  The  booklet  has  been  published  for 
free  distribution  to  those  interested  in  warehouse  facilities  in  St. 
Louis. 


TELEPHONE    REVENUE 

Operating  income  of  $10,669,428  was  achieved  in  March  by 
telephone  companies  having  annual  operating  revenues  in  ex- 
cess of  $250,000,  as  compared  with  $9,304,703  in  March,  1921, 
according  to  compilations  made  by  the  Bureau  of  Statistics  of 
the  Commission.  Operating  revenues  totaled  $48,167,566,  as 
against  $44,394,408  in  March,  1921,  and  expenses  totaled  $33,- 
655,760,  as  against  $32,119,396  in  March,  1921. 

For  the  three  months  ended  with  March  the  income  was 
$29,943,466,  as  against  $24,917,424  in  the  same  period  of  1921; 
revenues  amounted  to  $140,408,064,  as  against  $129,020,696  in 
the  same  period  of  1921,  and  expenses  totaled  $99,027,321,  as 
against  $95,146,432  in  the  same  period  of  1921. 


N.  &  W.   EQUIPMENT  CERTIFICATES 

'  The  Norfolk  &  Western  has  been  authorized  by  the  Com- 
mission to  assume  obligation  and  liability,  as  guarantor  and 
otherwise,  in  respect  of  $6,700,000  of  Norfolk  &  Western  Rail- 
way equipment  trust  certificates  to  be  issued  by  the  Commercial 
Trust  Company  of  Philadelphia,  under  an  equipment  trust  agree- 
ment dated  May  1.  The  certificates  are  to  be  sold  so  as  to  net 
not  less  than  97%  per  cent  of  par  in  connection  with  the  acqui- 
sition of  7  steel  dining  cars  and  4,000  70-ton  all-steel  hopper 
coal  cars  at  a  total  cost  of  7,385,690. 


Docket  of  the  Commission 


Not*.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

June  5— Boston,  Mass. — Examiner  Mullen: 

9200 — Railway  mail  pay  (with  respect  to  New  England  lines). 
June  5 — Washington,  D.  C. — Examiner  Kelly: 

Valuation  Docket  No.  127 — In  re  tentative  valuations  of  the  proper- 
ties of  the  Ann  Arbor  R.  R.  Co.  and  Menominee  &  St.  Paul  Ry.  Co. 
June  5 — San  Francisco,  Cal. — Examiner  Keene: 

12929— Interstate   rates   on   grain,    grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 

June  5 — Omaha,  Neb. — Examiner  Keeler: 

13539 — Omaha  Chamber  of  Commerce,  Traffic  Bureau,  et  al.  vs.  A.  T. 

&  S.  F.  Ry.  et  al. 
13539   (Sub.   No.  1) — The  Atchison  Chamber  of  Commerce  vs.  A.  T. 

&  S.  F.  Ry.  et  al. 

Such  portions  of  fourth  section  application  No.  1766,  filed  by  W.  P. 
Emerson,  by  which  carriers  ask  authority  to  continue  to  charge 
for  the  transportation  of  sugar  from  New  Orleans,  La.,  to  Kansas 
City,  Mo.,  rates  which  are  lower  than  the  rates  maintained  on  like 
traffic  to  intermediate  points. 
June  5 — Boston,  Mass. — Examiner  Quevedo: 

13540 — Boston   Wool   Trade  Association  vs.   Boston   &   Albany   R.   R. 

et  al. 
June  5— Phoenix,  Ariz. — Examiner  Pattlson: 

'3588— Western  coal  rates. 
June  6 — Washington,  D.  C. — Examiner  McQuillan: 

12544 — Swift  &  Co.  vs.  Director  General,  Erie,  et  al. 
June  6 — San  Francisco.  Cal. — Examiner  Keene: 

12843 — Pacific  Rice  Mills  et  al.  vs.   Director-General. 

June  7 — Goldsboro,  N.  C. — Examiner  Cassidy: 

13632 — Royall  and  Borden  Manufacturing  Company  vs.  A.  C.  L.  et  al. 

13633 — Royall  and  Borden  Manufacturing  Company  vs.  A.  C.  L.  et  al. 

13631— Royall  &  Borden  Mfg.  Co.  vs.  Atlantic  Coast  Line  R.  R.  et  al. 
June  7 — Providence,  R.  I. — Examiner  Quevedo: 

13531— The  What  Cheer  Beef  Company  vs.  N.  Y.  N.  H.  &  H.  R.  R. 
June  7 — Little  Rock,  Ark. — Examiner  Fuller: 

I.  and  S.  1532  and  1st  sup.  order) — Increased  rates  between  Ruston, 
1-a..  and  Texas  points. 


Portions  of  fourth  section  applications  620,  628  and  677  of  F.  A.  Le- 

land  (in  connection  with  I.  and  S.  1532). 
June  7 — El  Paso,  Tex. — Examiner  Pattison: 

13588 — Western  coal  rates. 
June  8 — Washington,  D.  C. — Examiner  Gaddess: 

13618 — Andrews  Brothers  Company  vs.  P.  C.  C.  &  St.  L.  et  al. 
June  8 — Sioux  City,  Iowa — Examiner  Keeler: 

13550— Sioux  City  Gas  &  Electric  Company  et  al.  vs.  A.  T.  &  S.  F. 

Ry.  et  al. 
June  8 — Argument  at  Washington,  D.   C. : 

I.  and  S.  1365 — Routing  on  coal  from  West.  Md.  Ry.  mines  to  eastern 

destinations. 

11455 — Manufacturers'  Assn.  of  York,  Pa.,  vs.  P.  R.  R.  et  al. 
June  9 — Washington,  D.  C. — Examiner  H.   C.  Davis: 

*  Finance    Docket   2338 — In    the   matter   of   the   application   of  A.    T.    & 

S.    F.    Ry.    lajfc.for   authority    to    acquire    control,    by    lease,    of    the 
lino  of   !-;iilo»Mfc>  *  Santa   )•'<•  My.  Co. 

*  Finance  DockiW353— In  the  matter  of  application  of  A.  T.   &   S.   F. 

Ry.   Co    for  authority  to  acquire  control,   by  purchase,  of  the   line 
of  Eldorado  &  Santa  Fe  Ry.   Co. 
June  9 — Argument  at  Washington,  D.  C. 

11154 — Sligo  Iron  Store  Co.  vs.  West  Md.,  Director  General,  et  al. 
8347 — Peoria  Board  of  Trade  vs.  A.  T.  &  S.  F.,  Director  General,  et  al. 
June  9 — Carson   City,   Nevada — Examiner  Keene: 

12929 — Interstate   rates   on   grain,   grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
11541 — Arizona  Corporation   Commission   et   al.    vs.   Arizona   Eastern 

R.  R.  Co.  et  al. 
June  10— ^Washington,  D.  C. — Examiner  Hartman: 

Valuation  Docket  12 — Missouri  Southern  R.  R.  Co. 
June  10 — Argument  as  Washington,  D.  C.: 

12529 — Wayne  Coal  Co.  vs.  Director  General.  P.  &  W.  Va. 
12529  (Sub.  No.  1)— Wayne  Coal  Co.  vs.  P.  &  W.  Va. 
June  10 — Richmond,  Va. — Examiner  Cassidy: 

13529 — Atlantic   Bitulithic   Co.    vs.    Monongahela   Power    &   Ry.    Co., 

Director  General    et  al. 
June  12 — Mason  City,  la. — Examiner  Keeler: 

I.  and  S.  Docket  1553 — Switching  at  Mason  City,  la. 
June  12 — Washington,  D.  C. — Examiner  Kelley: 

Valuation   Docket  No.  126 — In  re  tentative  valuation  of  the  property 
of  Western  Pacific  Ry.  Co. 
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June  1Z— Salt  Lake  City.  Utah— Examiner  Keene: 

12929— Interstate   rates  on   grain,   grain   products   and  hay,    in   car- 
loads, between  points  In  the  western  and  mountain-Pacific  groups. 
June  12 — Kansas  City,  Mo. — Examiner  Fuller: 

Fourth  Section  Apps.  1951.  4784.  4218.  4219.  4220  an*  2522.  by  which 
carriers  named  as  parties  thereto  ask  for  authority  to  continue 
rate*  for  the  transportation  of  coal  from  Arkansas.  Oklahoma, 
Kansas  and  Missouri  mines  to  Omaha,  Neb..  St.  Joseph,  Mo.,  Atchl- 
son  Kan.,  and  related  points,  without  observing  the  provisions  or 
the  fourth  section  act.  (In  connection  with  I.  and  S.  Docket 
1524  cool  from  the  southwest  to  Omaha,  Neb.,  and  related  points.) 
I.  and  S.  1524 — Coal  from  the  southwest  to  Omaha,  Neb.,  and  related 

points. 

June   12— Washington,   D.  C.— Examiner  Hartman: 
Valuation  Docket  No.  150— In  re  tentative  valuation  of  the  properties 
of  Bangor  &  Aroostook  R.  R.  Co.,  Northern  Maine  Seaport  R.  R. 
Co.  and  Van  Buren  Bridge  Co. 
June  12— St.  Paul,  Minn.— Examiner  Cummlngs: 

Fourth  Section  Apps.  77.  1853,  1966.  4010.  4463.  4544,  804,  829.  3581, 
3983.  1066,  3824,  3876.  1902,  653,  2131.  4049  and  many  others  or 
portions  thereof  not  yet  passed  on  by  the  Commission,  flled  on  or 
before  February  17.  1911,  by  which  carriers  parties  thereto  ask 
for  authority  to  continue  class  and  commodity  rates  for  the  trans- 
portation of  traffic  between  points  In  and  adjacent  to  western 
trunk  line  territory  without  observing  the  provisions  of  the 
fourth  section  of  the  interstate  commerce  act. 
June  14 — Argument  at  Washington.  D.  C.: 

11481 — The  Certain-teed  Products  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
I.   and   S.   1468— Building  and  roofing  paper  between  western   trunk 

line  points. 

June  15— Washington.  D.  C.— Commissioner  Hall: 
«  12964 — In  the  matter  of  consolidation  of  railway  properties  of  the  U. 

S.  into  a  limited  number  of  systems  (southeastern  lines). 
June  15— Maben,  Miss. — Mississippi  Railroad  Commission: 

Finance   Docket    No.  2237 — In   the  matter  of  the   application  of   the 
National  Line  R.  ,R.  Co.  for  a  certificate  of  public  convenience  and 
necessity  authorizing  it  to  construct  a  line  of  railroad. 
June  15 — Arguments  at  Washington,  D..  C.: 

I2289 — C.  N.  DIetz  Lumber  Co.  et  al.  vs.  Director-General,  Colo.  & 

Sou  et  al. 

12298— Omaha  Lumber  &  Coal  Co.  et  al.  vs.  Director-General. 
12307 — Hydraulic  Press  Brick  Co.  et  al.  vs.  Director  General. 
Finance   Docket  1572 — In   the  matter   of  the  application   of  Colo.    A 
Sou.  Ry.  Co.  for  certificate  of  public  convenience  and  necessity  au- 
thorizing abandonment  of  its  Buena  Vista-Romley  line. 
June  15 — Washington,  D.  C. — Examiner  Hunter: 

13786 — Hammond  Lumber  Company  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
I.  and  S.  1545— Lumber  from  S'an  Francisco  Bay  points  when  from 
June  15 — Chicago,  111. — Examiner  Keeler: 

beyond.     Such  fourth  section  departures  as  may  exist. 
I.  and  S.  155*;— Sash  and  doors  from  Pacific  coast  to  New  York,  N.  Y. 

(in  connection  with  I.  and  S.  1545). 
June  16 — Argument  at  Washington,  D.  C. 
12876 — Compaignie  Auxiliare  de  Chemlns  de  Fer  au  Bresil  vs.  D.  L. 

&  W.  et  al. 

12994 — Wm.  Cramp  &  Sons  Ship  &  Engine  Building  Co.  vs.  Director- 
General. 

12942 — The  Diamond  Match  Co.  vs.  Director  General. 
12909 — American  Mfg.  Co.  vs.  Director  General. 
12909   (Sub.   No.  1) — Cross,  Austin  &  Ireland  Lumber  Co.   et  al.  vs. 

Director  General. 

Finance   Docket  1549 — In  the  matter  of  the  application  of  Silverton 
Ry.  Co.  for  certificate  of  public  convenience  and  necessity  author- 
izing it  to  abandon  its  line. 
June  17 — Kansas  City,  Mo. — Examiner  Fuller: 

I.  and  S.  1530 — Team  track  switching  at  Argentine,  Kan. 
June  17 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1497 — Clayed  or  cotton  burlap  bags  from  various  points  to 

Texas  destinations. 
13410 — Texas  Chamber  of  Commerce  et  al.  vs.  Abilene   &  Southern 

et  al. 
June  17 — Phoenix,  Ariz. — Examiner  Keene: 

13565 — Maricopa    County    Highway    Commission,     Twohy    Brothers 

Company  vs.  Arizona  Eastern  R.  R.  Co.  et  al. 
11541 — Arizona  Corporation   Commission   et  al.   vs.   Arizona   Eastern 

R.  R.  Co.  et  al. 
June  19 — Washington.  D.  C. — Examiner  Marchand: 

Valuation  Docket  36 — Flint  River  &  Northeastern  R.  R.  Co. 
June  19— Washington.  D.  C.— Examiner  Kelley: 

Valuation  Docket  37 — Kinston  Carolina  R.  R.  and  Lumber  Co. 
June  19 — Argument  at  Washington.  l>.  C.: 
12653 — The  Mangelsdorf  Seed  Co.  vs.  A.  T.  &  S.  F.  et  al 
12653  (Sub.  No.  1)— The  Mangelsdorf  Seed  Co.  vs.  Director  General 
12695— Rudy-Patrick  Seed  Co.  vs.  I.  &  G.  N.  et  al. 


12695  (Sub.  No.  D— Rudy-Patrick  Seed  Co.  vs.  Director  General. 
12859— Hixon  Lumber  Co.  vs.  C.  B.  &  Q.  et  al. 

13033— The  Atchlson  Board  of  Trade  et  al.  vs   A.  T.  &  S.  F-  et  al. 
13549 — Divisions   of  Joint  rates,   fares   and   charges  on   traffic   Inter- 
changed  between   Nevada-California-Oregon   Ry.   and   its   connec- 
tions. 
June  19— Louisville,  Ivy.— Examiner  Cassidy: 

•  I.  and  S.  1563  and  first  supplemental  order — Live  stock  to,  from  and 

between  points  in  the  southeast. 

•  13852— Swift  &  Co.  vs.  Ga.  Nor.  et  al. 

»  13615 — Southeastern  Live  Stock  Assn.  vs.  L.  &  N.  et  al.    Such  fourth 

section  departures  as  may  exist. 
June   19— Phoenix,   Ariz.— Examiner  Keene: 

12929 — Interstate   rates  on   grain,   grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
June  20— Argument  at  Washington,  D.  C.: 
12722— Roxana  Petroleum  Corp.  vs.   Director  General,  Wichita  Falls 

&  Northwestern  et  al. 

12794 — Eddy  &  Eddy  Mfgr.  Co.  vs.  Director  General,  Mo.  Pac.  et  al. 
12806— Roxana  Petroleum  Corp.  vs.  Director  General,  C.  &  A.  et  al. 
12806  (Sub.  No.  1)— Roxana  Petroleum  Corp.  vs.  C.  &  A.  et  al. 
11564 — Laclede  Steel  Co.  vs.  Director  General,  C.  &  A.  et  al. 
13217 — Illinois  Glass  Co.  vs.  Director  General,  111.  Term. 
June  21 — Washington,  D.  C. — Examiner  Marchand: 

Valuation  Docket  41 — Chicago,  Terre  Haute  &  Southeastern  Ry.  Co. 
June  21— Argument  at  Washington,  D.  C.: 
11636— St.  Louis-San  Francisco  Ry.  Co.  vs.  Nor.  Ala.  et  al. 
12711 — Perry  County  Coal  Corp.  et  al.  vs.  East  St.  Louis  &  Suburban 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
OOLORADO    BUILDING 
Ttlephon*.   Msln  3*40 


CHICAGO 
418- 430  S.  MARKET  STREET 
Telephone.   Harrison 


Mr.  Traffic  Man: — 

Have  You  a  Chicago 
Warehousing  Problem? 

Save  yourself  and  your  Company  Time, 
Money  and  Worry  by  distributing  your  prod- 
ucts to  your  midwestern  trade  through  the 
unexcelled  storage  and  traffic  facilities  of 

Chicago's 
Big  Downtown   Warehouse 

f 

located  at  the  Pennsylvania  System's  immense 
Polk  Street  Terminal. 


This   Mammoth    Institution 

is  at  your  disposal,  offering  to  you: 

1.  The  best  space  in  Downtown  Chicago  for 
the  storage  of  spot  stocks  readily  accessible  to 
your  Chicago  trade. 

2.  Superior  facilities  for  breaking  pool  cars 
and  for  prompt  less-carload  reshipment  to  des- 
tinations anywhere  without  cartage. 

3.  Storage-in-transit  privileges. 

4.  The  consistently  conscientious  attention 
of  a  trained  organization. 

Consign  your  cars  in  our  care  and  find  out 
what  constitutes  dependable,  up-to-the-minute 
warehousing  service. 

The  Largest  Public   Warehousing 

Unit  West  of  the  Atlantic 

Seaboard 

Considerate — Efficient — Economical  —  Reliable 

Western  Warehousing 
Company 

Polk  Street  Terminal,  Pennsylvania  System 

CHICAGO 

"At  the  Edge  of  the  Loop"  WILSON  V.  LITTLE.  S.ipt. 
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A  Warehouse 

that  is  on 

the  Firing  Line. 


*  I  ^HAT  is  where  you  want 
your  merchandise- -at  the 
point  most  directly  in  contact 
with  the  markets  in  which  you 
aim  to  sell  it. 


To  Promote  and  Expedite  Your  Trade  With  the  Vast  West 
and  Southwest,  You  Will  Find  No  Greater  Facility  Than 
This  Modern  Warehouse  of  Fifteen  Thousand  Tons 
Capacity,  Operated  As  a  Part  of  the  Most  Complete 
System  of  Freight- Handling  Facilities  in  America. 


In  The 
Great  St.  Louis  Gateway 

operated  in  conjunction  with  nine 
"universal"  off-track  freight  depots 
and  a  fleet  of  tractors  and  semi-trailers. 


You  will  learn  something  interesting  of 
the  advantages  of  a  modern  warehouse 
if  you  will  write  for  one  of  these  booklets 

to  the 


Columbia  Terminals 
Company 

ST.  LOUIS 
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They  stand  the  racket 


Good  Wood  Boxes  ask  no  favors 
from  man  or  weather. 

In  storage  or  in  transit,  they 
stand  up  under  rough  treatment 
and  exposure. 

They  can  be  piled  to  the  roof 
without  cave-in  or  damage  to 
contents.  In  switching  freight 
cars,  loosely  loaded  with  steel 
rods,  farm  implements  and  the 
usual  assortment  of  mixed  freight, 
the  sturdy  sides  of  a  wood  DOX 
ward  off  many  a  crushing  blow. 


Hooks  or  falls  may  mar  the  sur- 
face but  cannot  injure  the  well- 
packed  goods  within.  If  dam- 
aged, Wood  Boxes  may  be  easily 
repaired.  Grease  and  oils  on  the 
car  floor  do  not  soak  through. 

Whether  you  ship  canned  goods 
or  dry  goods,  machinery  or 
musical  instruments,  butter  or 
bottles,  for  maximum  protection 
pack  your  product  in  Good 
Wood  Boxes  and  earn  the  good 
will  of  your  trade. 


fjfll 


Wood  Boxes 


Backed    by    the     National    Association     of    Box    Manufacturers 


101  j  9COLLAY  BLDG.. 

.MM* 


GENERAL  OFFICES: 

1553  CONWAY  BUILDING,  CHICAGO 


Eaitrrn 

4J3  CALVERT  BLDG., 

Baltimore.  Md. 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK,  PHILADELPHIA,  BOSTON,  LOS  ANGELES  HARBOR 
SAN  FRANCISCO,  OAKLAND,  PORTLAND,  SEATTLE, 


MOBILE,  NEW  ORLEANS,  LOS  ANGELES  HARBOR,  SAN  FRANCISCO 
OAKLAND,  PORTLAND,  SEATTLE 


Through  Bill*  of  Lading  ititied  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Itlandt. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 

Marquette  Bldg.      131  Sute  St.      Lafayette  Bldg.       Oliver  Building      1024  Prudential  Building        Central  Bldg.      201  California  Street      Pierce  Building 
Chicago  Boston,  Mais.        Philadelphia  Pittsburgh  Buffalo,  N.  Y.  Los  Angeles  San  Francisco  St.  Louis 


Mobile  Linen,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Railway  Exchange 
Portland 


L.  C.  Smith  Bldg. 
Seattle 


211  Eleventh  St. 
Tacoma,  Wash. 


Empire  Shipping  Co.,  Agents 
Vancouver,  B.  C. 


Better  Service 

At  Less  Expense 

On  Freight  Shipments 


T  is  not  alone  the  fact  that  eur  service  assures  lower  freight 
bills  which  explains  its  great  grdwth  during  the  last  quarter- 
century.  The  reason  is  twofold  —  better  service  at  less 
expense  on  shipments  of  Household  Goods,  Automobiles  and  Machinery  for  domestic 
points,  and  everything  anywhere  for  export.  Consolidation  and  Co-operation,  that  is  the 
reason,  and  a  mighty  strong  reason  for  you  to  ship  your  freight  'by  the 


CONSOLIDATED    CARLOAD     SERVICE 

the  service  which  makes  lower  freight  rates  still  lower. 

TRANS- CONTINENTAL    FREIGHT    COMPANY 

Export  and  Domestic  Freight  Forwarders 

Consolidators  of  Machinery,  Household  Goods,  Automobiles  and  Pianos 


General  Offices:     203  S.  Dearborn  St.,  Chicago  Eastern  Office:  Wool  worth  Bldg     New  York 

Union  Trust  Building.  Cincinnati  Van  Nuys  Building.  Los  Angeles 

Hippodrome  Building,  Cleveland  Alaska  Building.  Seattle 

Monadnock  Building.  San  Franc.sco  I3th  and  Kearney  S?"  Portland,  Oregon 

Writ*  the  Neartit  Office 


Ellicott  Square,  Buffalo 
Drexel  Building.  Philadelphia 
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TERMS  OF  SUBSCRIPTION 

ONE  YEAR 110.90 

SIX  MOKTHS *.»• 

THREE  MONTHS M« 

SINGLE  COPY M 


4IM30  South  Market  Street. 
CHICAGO.  ILL 


Colorado  Building. 
WASHINGTON.  D.  C. 


WAGES  AND  RATES 

The  Railroad  Labor  Board  this  week  continued  the 
promulgation  of  what  seems  to  be  a  series  of  decisions 
reducing  wages.  The  two  decisions  thus  far  announced 
since  the  Interstate  Commerce  Commission  announced 
its  rate  reduction  decision,  means  a  reduction  in  wages 
of  about  $108,000,000  a  year,  or  nearly  half  of  the  amount 
by  which  rates  are  reduced  by  the  Commission.  If  the 
wage  reductions  are  continued  and  the  decisions  of  the 
board  are  not  rescinded  or  nullified  by  strikes,  the  car- 
riers will,  by  the  time  the  rate  reductions  become 


purpose  and  scope  of  the  institute,  on  the  men  selected 
to  do  the  work  in  connection  with  it,  and  the  methods 
they  shall  use,  but  the  adoption  of  the  idea  and  the 
attempt  to  put  it  into  practical  effect  shows  progress  and 
gives  hope  of  results  that  will  be  worth  while. 

Such  an  institute,  to  accomplish  the  results  needed, 
should  be  supported,  not  by  one  faction  or  another  or 
by  a  group  of  men  whose  motives  might,  at  one  time 
or  another,  be  questioned,  but  by  representatives  of  all 
classes  of  men  interested  in  transportation  problems, 
that  its  decisions  may  represent  the  unbiased  conclusions 
of  thoughtful,  well  informed  persons.  The  men  chosen 
to  do  the  actual  work  of  preparing  and  disseminating 
matter  for  the  education  of  the  public  should  be  chosen 
for  their  ability  and  experience  and  not  because  someone 
in  authority  desires  to  provide  godd  jobs  for  them.  Not 
only  must  the  consideration  of  transportation  problems 
be  thorough  and  disinterested,  but  its  results  must  be 
presented  in  such  manner  a.,  to  be  understandable  and 
interesting.  Also,  such  consideration  must  be  timely. 
It  will  be  easy,  unless  the  men  interested  in  establishing 
this  institute  give  thought  to  the  matter,  to  provide  a 
piece  of  machinery  that  will  be  umviedly  and  that  will 


effective,   be    in    position    to   meet    them    by    reason    of     not  accomplish  the  result  desired.     On  the  other  hand, 


reductions  in  operating  expenses  made  possible  by  the 
reductions  in  wages  ordered  by  the  Labor  Board. 

This,  however,  will  be  no  credit  to  the  Commission, 
which  did  not  take  into  consideration,  in  suggesting 
rate  reductions,  the  probability  of  wage  reductions,  nor 


it  will   be  easy,  if  they  do  give  proper  thought  to  this 
point,  to  reach  the  end  they  should  have  in  view. 


SHIP  SUBSIDY 

Just  now,  when  the  ship  subsidy  plan  of  President 
to   the   railroads,    which,   as   we    have   pointed   out,   rn-?]ffrding  seems  in  danger  of  being  sidetracked  by  the 


accepting  the  rate  reductions  suggested  by  the  Com- 
mission, did  not  make  the  point  that  they  hoped  for 
wage  reductions  that  would  enable  them  to  stand  the 
rate  reductions.  Now,  unless  all  hopes  of  the  Commis- 
sion for  a  business  revival  that  will  justify  the  rate 
reductions  fail  so  miserably  that  the  Commission  must 
admit  the  failure,  we  may  look  for  an  application  from 
shippers  for  another  reduction  in  freight  rates,  based 
on  the  wage  cuts  that  have  been  made  and  that  are  to 
be  made. 


politicians  in  Congress  until  after  the  fall  elections,  and 
strenuous  efforts  are  being  made  by  the  President, 
Chairman  Lasker,  of  the  Shipping  Board,  and  other 
friends  of  a  subsidized  merchant  marine,  almost  the 
entire  burden  of  the  cry  is:  "Save  the  merchant  fleet 
that  was  built  at  such  great  cost." 

There  are  many  arguments  for  and  against  subsidy. 
some   of   them  good  and   some  of  them   bad,  on   both 
Bu^  to  us,  the  cry  of,  "save  the  ships," 


A  TRANSPORTATION  INSTITUTE 
We  are  glad  to  learn,  through   an   interview  with 


thc_most  foolish  of  alL  Why  save  the  ships?  They 
were  built  to  meet  a  war  emergency.  We  believe  the 
policy  that  caused  their  building  was  wise,  but  whether 
it  was  wise  or  unwise,  that  is  why  they  were  built. 


Congressman  Sydney  Anderson,  chairman  of  the  Joint     They  served  their  purpose,  or  would  have  served  their 


Commission  of  Agricultural  Inquiry,  printed  elsewhere, 
that  definite  plans  are  on  foot  for  the  establishment  of 
a  transportation  institute  such  as  we  have  advocated  in 


purpose  if  the  war  had  lasted  longer — and  we  had  to 
plan  on  the  theory  that  it  would  last  longer.  Why  must 
we  resort  to  strained  and  artificial  means  to  use  these 


these  columns.     Of  course,  much  depends  on  the  exact     ships   now    that    the    emergency    that    called    for    their 
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Gulf,  Mobile  and 
Northern  Railroad 

Maintains  Daily  Through  Fast  Freight  Schedules 

via  connections  at  Bells,  Jackson,  Middle- 
ton,  Tennessee,  New  Albany,  Newton, 
Laurel,  Miss.,  and  Mobile,  Alabama,  afford- 
ing quick  deliveries  between  Northern  cen- 
ters and  Southern  and  Southwestern  points. 


SOUTHBOUND  NORTHBOUND 

j»:30  AM    4:30  PM  Lv.  Jackson    Ar.  10:20  PM    8:50  AM 
5:00  PM  12:30  AM  Lv.  New  Albany  Ar.   3:00  PM 
4:39  AM   1  :20  PM  Ar.  Newton     Lv. 

5:00  PM  Ar.  Meridian  Lv. 
7:40  AM    4:30  PM  Ar.  Laurel       Lv.  11:40  PM 

4:10  AM  Ar.  Mobile      Lv. 


1:45  AM 
2:30  AM  12:25  PM 
9:50  AM 
9:30  AM 
10:00  PM 


THE  ROAD  OF  SERVICE 


CHICAGO,  ILLINOIS 
551  Marquette  Bldg. 

DETROIT,  MICHIGAN 
704  Free  Press  Bldg. 

ST.  LOUIS,  MISSOURI 
426  Pierce  Bldg. 


Offices  at: 

KANSAS  CITY,  MISSOURI 

737  Railway  Exchange  Bldg. 

MEMPHIS,  TENNESSEE 

436  Bank  of  Commerce  Bldg. 

NEW  ORLEANS,  LOUISIANA 
1012  New  Hibernia  Bldg. 


MOBILE,  ALABAMA,  71  Conti  Street 


NEW  CARGO  FACILITIES 

The  PORT  OF  TACOMA  announces  the  letting  of 
the  contract  for  the  construction  of  its  SHED  No.  1  on 
PIER  TWO. 

This  FIREPROOF  structure  will  be  1040  ft.  by  180  ft. 
in  size  and  should  be  in  operation  by  January,  1923. 

Shippers  of  general  cargo  may  then  partake  of  the 
service  that  has  made  PIER  ONE  the  most  popular  and 
efficient  ocean  terminal  on  Puget  Sound. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  U.  S.  A. 
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building  is  over?  Do  we  keep  the  huge  army  that  we 
raised  to  fight  the  Germans?  Do  we  find  use  for  the 
expensive  cantonments  that  were  built?  Do  we  continue 
to  maintain  the  naval  training  stations?  Are  we  argu- 
ing for  a  horde  of  soldiers  so  that  the  uniforms  manu- 
factured may  be  worn  and  the  other  equipment  utilized? 
Do  we  have  artillery  practice  in  every  county  seat  every 
Saturday  afternoon  that  the- cannons  may  be  fired?  Was 
there  no  waste  in  our  aviation  program,  discontinued 
when  the  war  ended?  Must  we  have  another  war  in 
order  to  use  all  the  wonderful  devices  that  were  supposed 
to  be  in  process  <  >f  development — at  great  expense — when 
the  armistice  was  signed? 

War  means  waste.    Any  expense  is  justified  to  meet 

Why  is  the  merchant  fleet  singled  out 

as  an   institution   that   must  be  maintained,  because  it 

was  built  when  war  demanded  that  it  be  built?    If  that 

is   the   argument,   or   the   chief   argument,   in    favor   of 

subsidy  to  get  these  vessels  moving  in  commerce,  we 

rap  the  marine,  just  as  the  other  war  plans  were 

scrapped  when  the  necessity  for  them  ended. 

A  merchant  marine  can  grmv  and  thrive  only  if 
founded  on  sound  business  policy.  No  business  can 
thrive  if  based  merely  or  chiefly  <m  a  desire  to  make 
money  out  of  a  poor  investment.  And  a  poor  inv<M- 
ment — from  a  business  point  of  view — is  what  the  mer- 
chant fleet — built  to  meet  a  war  necessity — undoubtedly 


are  not  worth  the  money ;  but  why  must  they  have  so 
much  more  than  government  officers  in  other  depart- 
ments? Either  they  are  getting  too  much  or  others  are 
getting  too  little. 


SALARIES  OF  PUBLIC  OFFICERS 
\Vc   are   not    among    those    who    believe    that    our 

nment  officers  are  overpaid,  or  even  amply  paid. 
It  approaches  a  scandal  that  the  salaries  attached  to 
high  places  are  so  low,  in  comparison  with  what  men 
of  ability  may  earn  in  private  life,  that  the  places  too 
often  go  to  men  of  small  caliber.  Sometimes  these  men 
are  so  wealthy  that  the  salary  is  no  object,  and 
times  they  hope  to  mend  their  fortunes  out  of  oppor- 
tunities afforded  by  their  offices  "on  the  side."  In 
perhaps  comparatively  few  cases  arc  men  who  are  fitted 
for  the  places  employed,  because  the  salaries  are  not 
sufficient  to  pay  for  the  brains  required.  And  yet,  why 
should  an  exception  be  made  in  the  case  of  officers  erf 
the  United  States  Shipping  Board? 

Outside  of  the  1'residcnt  of  the  United  States,  no 
government  officer,  that  we  recall,  Kt-t*  more  than  $12,000 
a  year.  That  is  the  salary  of  the  vice  president,  the 
members  of  the  President's  cabinet,  and  of  mcml> 
the  Interstate  Commerce  Commission.  Ten  thousand 
dollars  a  year  is  the  salary  of  members  of  the  Shipping 
Board.  And  yet,  after  a  long  struggle  in  an  endeavor 
to  get  more  for  them,  the  House  and  Senate  conferees 

agreed  to  a  bill  providing  that  six  employes  of  the 
Shipping  Hoard  or  the  Emergency  Elect  Corporation 
may  receive  $25,000  a  year  and  two  may  receive  $20,000. 

ige  of   the  bill    will   make   ne<  essary   reductions   in 
•  '"  four  vice  presidents,  three  of  whom  now 
get  $35,000  a  year  and  one  of  whom  gets  $30,000.    And 
Mr.  l.asker  fears  these  gentlemen  will  now  resign. 

We  do  not  say  that  these  nvn  do  not  earn  their 

y — or,  rather,  that  their  positions,  properly  filled, 


A  SENSITIVE  COMMISSIONER 
What  a  peculiarly  sensitive  flower  is  A.  J.  Maxwell, 
member  of  the  North  Carolina  commission,  who,  with 
four  other  members  of  state  commissions  in  southeastern 
states,  has  been  sitting  with  Commissioner  Eastman  in  the 
Southeastern  class  rate  hearing  at  Atlanta.  He  has  with- 
drawn from  the  hearing  because  certain  rate  proposal- 
of  the  carriers  are  "brutal"  and  he  feels  himself  "unequal 
to  the  task  of  maintaining  a  judicial  poise."  Of  course, 
if  he  feels  that  he  cannot  act  as  a  judge,  he  deserves 
credit  for  withdrawing,  but  in  what  capacity,  then,  does 
he  view  the  proposals  to  which  he  objects?  His  view 
should  be  that  of  a  judge  and  if  he  has  not  the  judicial 
mind  we  are  surprised  that  he  should  have  been  judicial 
enough  to  determine  that  he  is  'not  judicial.  As  far  as 
his  horror  at  the  brutality  of  the  carriers  is  concerned, 
we  suggest  a  good  sanitorium.  Certainly  it  is  not  good 
for  him  to  undergo  the  excitement  of  election  time  in 
his  home  town.  Our  correspondent,  with  apparent  in- 
nocence, remarks  that  all  five  of  the  state  commissioners 
supposed  t<>  be  sitting  at  the  hearing,  are  this  week  at 
their  respective  homes  watching  the  elections.  Thus  do 
these  gentlemen  guard  the  interests  of  their  constituents 
and  demonstrate  their  fitness  for  the  job  of  regulating 
the  rates  of  carriers,  which  they  are  fearful  is  to  be  taken 
away  from  them. 


TRANSPORTATION  ACT  AMENDMENT 
House  Bill  No.  11822,  introduced  by  Mr.  Newton, 
of  Minnesota  (see  Traffic  World,  June  3,  p.  1210),  takes 
on  a  new  importance  when  it  is  known  that  it  is 
fathered  by  the  National  Industrial  Traffic  League,  hav- 
ing been  prepared  by  the  League's  counsel  and  the 
chairman  of  its  legislative  committee  and  introduced  by 
their  request.  While  it  is  improbable  that  there  will  be 
any  railroad  legislation  at  this  session  of  Congress,  it 
is  well  that  there  should  be  thorough  consideration  of 
ubject  now,  that  views  may  be  defined  by  the  time 
action  seems  probable.  The  League,  we  understand, 
also  has  in  course  of  preparation  another  bill  embodying 
its  views  as  to  the  Railroad  Labor  Board.  It  would 
abolish  the  board  except  as  a  body  with  power  to  investi- 
gate and  make  public  its  findings  with  regard  to  wage 
situations.  In  other  words,  the  board  would  have  no 
authority,  but  would  simply  serve  to  give  information 
to  the  public. 

Proposed  legislation  sponsored  by  an  organization 
like  the  Traffic  League  deserves  and  will  receive  more 
consideration  than  proposals  of  individuals,  or  even  of 
organizations  less  national  in  scope,  or  less  well  known, 
or  with  less  reputation  for  broadness  of  vision  than  the 
Traffic  League.  The  League  is,  to  he  sure,  an  organiza- 
tion of  shippers,  but  its  councils  have  generally  been 
governed  by  fairness  and  wisdom.  Even  considered 
merely  as  representing  the  wishes  of  shippers,  its 
legislative  plan  will  receive  consideration  as  coming 


1264 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  23 


at  least  from  a  very  powerful  group,  national  in 
characU-r. 

\Vc  arc  not  meaning  now  to  criticise  or  endorse 
everything  in  the  bill,  but  merely  to  suggest  that  it 
nvi-ive  attention  from  those  who  are  interested  in  a 
proper  solution  of  the  transportation  problem.  It  at- 
tempts to  straighten  out  the  situation  with  regard  to 
jurisdiction  over  state  rates,  and  it  would  radically 
amend  the  rate-making  section.  In  the  latter  respect, 
it  would  replace  the  injunction  to  the  Commission 
to  make  rates  so  as  to  produce,  as  nearly  as  may  be,  a 
certain  specific  percentage  of  net  revenue,  computed 
on  the  basis  of  valuation,  and  provides  merely  for  simple 
statutory  recognition  of  the  right  of  the  carrier  to  fair 
return  on  its  investment.  We  have  no  hesitation  now  in 
saying  that  this  principle  commends  itself  to  us.  We 
have  always  said  that  the  low  rates  that  prevented  the 
carriers  from  earning  a  fair  return  were  caused  by  a 
failure  on  the  part  $f  the  Commission  to  understand,  or 
a  failure  on  the  part  of  the  law  to  make  it  plain,  that  there 
should  be  regard  for  the  earnings  of  the  carriers  as  well 
as  for  the  rights  of  shippers  to  reasonable  rates.  We  have 
always  said  that  all  that  was  necessary  was  to  tell  the 
Commission  plainly  its  duty. 

After  the  two  years  experiment  in  making  rates  to 
produce  a  certain  specific  revenue,  we  are  more  than 
ever  convinced  that  our  view  was  correct.  The  Com- 
mission must  strive  to  assure  the  carriers  a  reasonable 
return.  To  state  that  rate  of  return  in  figures  does  no 
practical  good.  The  Commission  has  tried  and  failed 
miserably.  Its  failure  may  have  been  partly  due  to  its 
own  incompetence,  but  certainly  it  is  mainly,  if  not 
wholly,  due  to  circumstances  beyond  the  Commission's 
control.  It  cannot  tell  what  the  volume  of  traffic  is  to 
be;  it  cannot  foretell  coal  strikes  or  revivals  in  busi- 
ness. Lately  it  made  a  new  adjustment  without  knowl- 
edge of  radical  reductions  in  wages  that  will  permit 
lowering  of  operating  costs.  The  next  time  there  might 
be  radical  increases  in  wages  that  would  make  its 
estimates  of  revenue  erroneous.  We  belive  that,  as  long 
as  the  Commission  is  charged  with  the  duty  of  making 
rates,  the  best  that  can  be  done,  with  reference  to  carriers' 
revenue,  is  to  instruct  it  to  be  fair  to  the  carriers  from 
the  point  of  view  of  adequate  return  on  investment. 
Fair  men  might  differ  a  little  on  this  question  of  adequate 
return  at  a  given  time,  but  they  would  not  differ  much. 


THE  PLIGHT  OF  THE  RAILROADS 

(By  Lewis  J.  Spencc.  Director  of  Traffic,  Southern  Pacific  Lines.) 

The  transportation  act  of  1920  was  enacted  by  the  Congress 
In  deference  to  a  public  demand  that  the  railroads  be  returned 
to  private  control  and  operation,  which  was  the  crystallized 
result  of  more  than  two  years  experience  with  control  and 
operation  by  the  government.  At  that  time  it  was  fully  recog- 
nized by  the  users  of  the  railroads  and  by  the  Congress  that 
adequate  railroad  facilities  are  of  paramount  Importance  and 
that  the  necessary  capital  to  provide  such  facilities  can  only 
be  commanded  by  the  assurance  of  a  fair  return  thereon. 
Accordingly,  the  statute  provided  that  during  the  two  years 
beginning  March  1,  1920,  the  Commission  should  take  as  such 
a  fair  return  a  sum  equal  to  6%%  of  the  aggregate  value  of 
the  railway  property  of  the  carriers  (as  a  whole  or  by  groups) 
held  for  and  used  in  the  service  of  transportation,  and  author- 
ized the  Commission,  in  its  discretion,  to  add  thereto  a  sum  not 
exceeding  one-half  of  one  per  cent  of  such  aggregate  value  to 
cover  Improvements,  betterments,  or  equipment 


During  the  first  six  months  after  the  railroads  were  relin- 
quished by  the  government  (March  1  to  August  31,  1920)  they 
were  guaranteed  a  return  on  the  same  basis  as  the  so-called 
payment  for  the  use  of  the  properties  during  federal  control, 
because  rates  had  not  been  advanced  commensurately  with  the 
large  increase  which  had  been  made  in  wages;  but  the  5%% 
or  6%  return  provided  by  the  statute  for  the  first  two  years 
of  private  operation  did  not  constitute  a  guaranty  to  the  car- 
riers as  will  be  clearly  understood  when  It  is  observed  that 
from  September  1,  1920  (upon  which  date  both  wage  and  rate 
Increases  had  become  effective)  to  February  28,  1922  (the  end 
of  the  two  year  period)  the  class  one  railroads  of  the  country, 
as  a  whole,  earned  but  3.215%  on  their  value  as  used  by  the 
Interstate  Commerce  Commission,  which  was  2.785%  less  than 
the  6%  return  allowed  by  the  statute,  and  during  the  calendar 
year  1921  earned  but  3.31%,  which  was  2.69%  less  than  the 
6%  return  allowed  by  the  statute.  For  this  large  deficit  the 
railroads  have  not  been  and  will  not  be  compensated  in  any  way. 

The  transportation  act  further  provided  that,  after  the  ex- 
piration of  the  period  of  two  years  ending  February  28,  1922,  the 
Interstate  Commerce  Commission  would  be  empowered  to  pre- 
scribe a  fair  rate  of  return.  In  the  exercise  of  this  authority, 
following  a  general  investigation  consuming  many  weeks,  the 
Commission  has  found  that  $y4  per  cent  of  the  property  value  of 
the  carriers  would  be  a  fair  return  after  March  1,  1922,  but,  at 
the  same  time,  has  proposed  a  reduction  of  freight  rates  to  be 
made  effective  July  1,  1922,  which  would  produce  nearly  $400,- 
000,000  less  freight  revenue  than  accrued  in  the  calendar  year 
1921,  notwithstanding  the  failure  of  the  carriers  to  realize  a  re- 
turn even  approximating  thai  which  was  allowed  by  the  statute 
during  the  period  ending  February  28,  1922,  or  approaching  the 
5%  per  cent  which  the  Commission  prescribes  as  a  fair  return 
for  the  future. 

While  it  may  be  conceded  that  the  failure  of  the  rates  au- 
thorized by  the  Commission  in  August,  1920,  to  yield  the  return 
contemplated  by  the  transportation  act  was  the  result  of  an  un- 
precedented decline  in  business,  nothing  but  prophecy  of  the 
future  can  be  found  to  reconcile  these  findings  and  the  fact  re- 
mains that,  instead  of  being  allowed  first  to  make  up  the  deficit 
in  income  which  should  have  accrued  under  the  transportation 
act  prior  to  March  1,  1922,  the  railroads  have  been  called  upon 
to  make  a  horizontal  reduction  of  rates  which  anticipates  reduc- 
tions of  wages  and  expansion  of  traflic  that  experienced  railroad 
officers  neither  predict  nor  foresee. and  which  leaves  no  prospect 
of  earning  the  5^  per  cent  return  which  the  Commission  has 
prescribed  as  reasonable  for  the  future. 

While  a  decision  of  the  Labor  Board  has  been,  subsequently 
announced  which  requires  a  reduction  of  wages  effective  July  1, 
estimated  to  amount  to  about  $48,000,000  per  annum,  it  does  not 
forecast  an  aggregate  reduction  of  wages  that  will  even  approxi- 
mately compensate  for  the  loss  of  revenue  resulting  from  the 
proposed  reduction  of  rates,  even  If  supplemented  by  a  greater 
increase  in  the  volume  of  traffic  than  can  now  be  foreseen. 

An  unwarranted  sacrifice  of  the  carriers'  revenue  will  un- 
questionably result  from  a  horizontal  reduction,  which  embraces 
many  class  and  commodity  rates  of  which  reductions  are  believed 
to  be  unnecessary,  but  the  redeeming  feature  of  the  Commission's 
proposal,  which  the  carriers  have  voluntarily  adopted  without 
requiring  an  order  to  be  made,  may  prove  to  be  that  all  shippers 
having  benefited  by  anticipated  reductions — which  are  said  to 
have  retarded  business — will  accept  the  new  level  of  rates  as  a 
stable  basis  and  proceed  with  any  business  which  may  have 
awaited  the  reduction,  that  the  agitation  which  has  been  kept 
alive  by  political  expediency  may  be  ended,  that  the  necessity  of 
prompt  action  by  the  Labor  Board  may  be  emphasized,  and  that 
the  railroads  may  shape  their  future  course,  for  it  is  apparent 
that  the  reduction  of  rates  to  be  made  effective  July  1  has  more 
than  discounted  past  and  prospective  reductions  in  wages  and 
other  operating  costs,  savings  from  increased  efficiency,  and  from 
any  increased  traffic  that  may  reasonably  be  expected,  leaving  the 
carriers  with  a  depleted  reservoir  which  it  will  take  a  long  time 
under  the  new  scale  of  rates  to  replenish  sufficiently  to  provide 
adequate  maintenance  of  their  property,  restore  their  equipment 
and  furnish  the  facilities  that  will  be  necessary  for  the  trans- 
portation of  a  normal  volume  of  traffic. 

It  Is  an  appropriate  time  for  the  users  of  the  railroads  to 
vividly  recall  the  paramount  considerations  upon  which  the  trans- 
portation act  was  founded  and  to  stop,  look  and  listen. 


LOCOMOTIVE  EQUIPMENT  CONDITION 
Out  of  a  total  of  64,532  locomotives  on  line  as  of  May  15, 
48,272  were  serviceable,  13,128  were  in  need  of  repairs  requiring 
more  than  24  hours,  and  3,132  were  in  need  of  repairs  requiring 
less  than  24  hours,  according  to  the  summary  of  semi-monthly 
locomotive  equipment  condition  issued  by  the  car  service  divi- 
sion of  the  American  Railway  Association.  Of  the  13,128  in 
need  of  heavy  repairs,  3,031  were  passenger,  7,630  were  freight, 
and  2,467  were  switch  engines.  The  number  of  serviceable 
locomotives  stored  was  7,366. 
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Current  Topics 

in  Washington 


The  Trouble*  of  the  President. — In  a  political  sense.  Presi- 
dent Harding  is  coming  to  the  hardest  part  of  his  life.     He  has 
on   his   hands   a    refractory   Congress.     It    has   not   passed   the 
tariff  bill,  supposedly  the  cornerstone  of  the  edifice  the  party 
of  which  he  is  the  titular  head  is  to  erect.     It  has  taken  his 
ship  subsidy  bill  Into  a  corner  to  re-shape  it.  even  the  friends 
of  subsidy  admitting  that,  if  there  is  to  be  ship  subsidy  legisla- 
tion, the  law  should  be  made  workable.     But  more  pointed  as 
indices  of  the  coming  of  a  crisis,  it  Is  suggested,  are  the  things 
which   have  happened  to  members  of  his  element  in  his  own 
party,   in   the   primaries    In    Indiana,   Pennsylvania,   and    Iowa. 
None  of  the  men  nominated  in  those  states  is  an  avowed  po- 
litical enemy.    Each,  however,  has  trained  with  the  faction  in 
the  party  that  did  not  suggest  the  nomination  of  Mr.  Harding. 
Beveridge   and   Pinchot   were   followers   of   Roosevelt   when   he 
bolted  the  1912  convention.    Brookhart  is  called  a  Progressive. 
Harding   did   not   bolt,   although,   in   his   factional   affiliation   in 
Ohio,  be  did  not  stand  out  as  an  opponent  of  Roosevelt  or  a 
supporter  of  the  old  McKlnley-Hanna  faction.    On  the  contrary, 
his  Inclination  was  to  go  along  with  the  "vim,  vigor  and  victory" 
element,  which,   twenty-odd   years   ago,   was  led   by  Joseph   B. 
Foraker.    But  the  primary  victories  of  Beveridge.  Pinchot  and 
Brookhart   are  supposed   to   show   that,   while   Mr.    Harding   Is 
President,  he  Is  not  the  large  figure  In  his  own  party  the  Presi- 
dent  is  generally  supposed  to  be.    It  Is  a  fact,  however,  that 
each  of  the  three  victors  was.  In  1920.  In  the  party,  and  thereby 
renounced  the  course  that  had  been  taken  by  Progressives  In 
1912,  and,  to  a  lesser  degree,  in  1916.     However.  Mr.  Harding 
has  been  patient  and  inclined  to  allow  every  man  In  the  party 
to  have  his  say  and  to  get  Into  the   primaries  for  control  of 
the  organization.    At  least,  that  Is  what  his  close  friends  con- 
tend.   They  assert  that  bis  theory  is  that  every  member  of  the 
party  Is  entitled  to  try  for  Us  honors  and  that  It  does  not  lie 
In  the  mouth  of  even  th>-  titular  head  to  say  that  that  man  or 
some  other  shall  or  shall  not  be  made  the  party's  candidate  for 
any  office  which  any  member  of  the  party  has  a  desire  to  fill. 
But  It  Is  suggested  that  if  there  are  men  who  think  that  to  be 
an  evidence  of  weakness  on  the  part  of  the  man  In  the  White 
House,  the  President  may  think  It  desirable  to  do  a  bit  of  fac- 
tional,  fighting   himself,   notwithstanding   his   thought    that   the 
party  will  be  stronger  if  the  head  thereof  allows  a  free  field  and 
a  fair  fight  for  those  who  desire  to  get  into  the  primaries.     On 
account  of  the  three  alleged  defeats  Harding  has  suffered,  there 
Is  an  element  In  the  opposition  party  Inclined  to  think  that,  in 
1924,  there  will  be  another  swing  of  the  pendulum  and  the  party 
In  power  from   1913  to  1921  will  be  Invited  to  come  back  and 
try  Its  band  In  satisfying  the  country.    What  effect  such  a  change 
would  have  on  legislation  for  the  regulation  of  railroads  no  one 
could  make  even  a  faint  guess,  unless  the  swing  of  the  pendu- 
lum should  bring  back  William  O.  McAdoo.    There  is  no  doubt 
in  the  minds  of  those  who  watched  him  while  he  was  Director- 
<;•  m-ral  that  he  would  even  be  for  government  ownership  if  he 
thought  advocating  that  policy  would   give  him  power  or  con- 
tinue it   In   his  hands.     But  all   the  talk  about   Harding  being 
at  the  turning  point  In  his  career  and  the  possibility  of  a  swinr 
of  the  pendulum  to  the  other  extreme  Is  somewhat  early.     For 
one  thing.  It  Is  suspected  that  if  the  President  desired  to  use 
rh-  bull-whip  on  Congress  he  could  make  It  dispose  of  the  legis- 
lation over   which    It   has   been   mulling.     It   is   also   suspected 
that    If  he  desired   to   use  coercive   tactics   and   patronage,   he 
could    control    primaries    against    men    who    called    themselves 
Progressive  In   1912,  but  who  came  back  to   the  old   party   in 
1920.    In  other  words,  the  suspicion  Is  that  President  Harding 
has  felt  that  It  was  better  politics  to  be  easy-going  in  the  first 
two  years  of  his  term  than  to  be  dictatorial,  and  that  such  a 
course.  In  the  end.  would  make  him  stronger  than  a  contrary 
A   contrary   one   probably   would   cause  him   to   be   called 
a  dictator  and  accused  of  operating  a  steam  roller  for  the  pun- 
ishment of  men  who.  at  one  time  or  another,  did  not  agree  with 
him  on  party  management  questions. 


Congressional  Investigations. — The  oil  refiners  of  the 
country,  without  looking  at  their  surroundings  or  consulting 
the  calendar  or  the  thermometer,  could  take  oath  that  the 
good  old  summer  time  has  come,  because  Congress  has  ordered 
an  Investigation  of  the  price  of  gasoline.  They  expect  some- 
thins;  of  that  kind  every  time  summer  arrives,  or  every 
time  the  price  of  gasoline  goes  up.  regardless  of  every 

r  fact.  The  Senate  adopted  an  Investigation  resolution 
a  few  days  ago,  at  the  suggestion  of  Senators  La  Follette 
and  McKellar.  Both  have  political  campaigns  on.  The  oil 


refiner,  like  the  meat  packer,  is  always  fair  game  for  any  one 
who  believes  that  self  pity,  incited  in  constituents  by  what  a 
senator  or  representative  may  say,  is  a  good  political  asset.  The 
fact  that,  relatively  speaking,  gasoline  may  be  lower  now  (using 
crude  as  the  base  from  -which  to  figure),  than  it  was  a  year 
ago,  it  Is  believed,  means  nothing  to  the  exciter  of  self  pity. 
His  aim  is  to  acquire  votes  for  himself.  Veteran  observers  of 
Congress  know  an  investigation  seldom  amounts  to  anything. 
The  interest  or  industry  that  is  being  investigated  does  have 
an  opportunity  to  cross-examine  witnesses.  No  senator  or 
representative  wants  to  cross  examine  witnesses  to  show  that 
what  they  are  saying  is  "bunk."  That  disinclination  arises  from 
the  fact  that  those  who  bring  about  such  inquiries,  as  a  rule, 
have  made  speeches  in  which  they  found  the  thing  to  be 
investigated  to  be  true,  as  charged.  Therefore,  they  resolve 
to  investigate.  The  Senator  or  Representative  who  grills  a 
witness  is  always  suspected  of  being  in  the  employ  of  the 
"interests."  Therefore,  the  retailers  of  gossip  and  innuendo  go 
before  congressional  committees  with  stuff  they  could  not  tell 
a  court.  Most  of  the  "testimony"  before  a  congressional  com- 
mittee is  mere  opinion,  not  fact,  based  upon  suspicion  and  pre- 
judice. Were  half  the  things  alleged  as  having  been  proved 
before  a  congressional  investigation  is  begun,  accurate  or  true 
the  suQpIy  of  jails  in  the  country  would  half  meet  the  demand. 


High  Cost  of  Distribution. — Among  the  things  discovered 
by  the  congressional  commission  of  which  Representative 
Anderson,  of  Wisconsin,  Is  chairman,  is  that  the  high  coal 
of  Jiving  Is  due.  In  considerable  part  tn  the  grPat 
Of  distribution.— that  Js.  that  there  are  ton  many  mon 
In*  between  the  producer  and  the  consumer  to  take 
for  performing  some  kind  nf  «ervic,p.  There  has  been  a  sus- 
plclon  of  that  kind  for  a  long  time.  The  Grange  was  organ- 
ized, before  Mr.  Anderson  was  born,  to  reduce  the  number 
of  middlemen.  The  co-operative  buying  organization  founded 
by  Rochdale  Is  even  older  than  the  Grange.  I!ut,  while  such 
organizations  resulted  In  reducing  costs  a  little  to  its  mem- 
bers, the  cost  of  living  continued  to  climb.  More  than  a 
handful  of  men  in  Washington  believe  the  organizing  began  at 
the  wrong  end  and  that  it  should  have  been  begun  by  the  pro- 
ducers to  see  that  what  they  produced  got  to  the  ultimate  user 
In  the  shortest  possible  time  and  with  the  fewest  number  of 
handlings.  But  the  farmer  of  the  middle  west  and  east  never 
did,  until  the  last  ten  or  a  dozen  years,  get  together  for  mar- 
keting their  products.  The  California  citrus  people  got  together 
and  have  successful  organizations  of  that  kind.  Farmers  in 
the  middle  west  and  the  cast,  though,  have  never  been  strongly 
Inclined  to  co-operative  marketing,  although  the  anti-trust  laws, 
for  years,  have  specifically  declared  they  were  not  to  be  ap- 
plied to  combinations  of  farmers  and  orchardlsts.  They  never 
seemed  to  realize  that  the  cost  of  getting  their  products  to  the 
consumers  constituted  the  chief  element  or  factor  of  cost 
entering  into  the  things  they  had  to  buy  and  that  if  costs  were 
to  be  reduced  the  sellers  must  make  the  first  moves  in  that 
direction.  James  Wilson,  then  Secretary  of  Agriculture,  a  dozen 
years  ago  pointed  out  the  fact  on  which  the  Anderson  com- 
mission Is  going  to  dwell  at  considerable  length  when  it  gets 
out  its  complete  report.  Wilson  gave  the  point  In  a  homely 
way  by  saying  that  the  high  cost  of  meat  was  caused  largely 
by  the  unwillingness  of  the  householder  to  go  to  market  with 
a  basket  on  his  arm.  Instead,  Wilson  said,  his  wife  called  up 
thn  meat  man  and  directed  him,  by  telephone,  to  have  a  par- 
ticular cut  of  meat  at  her  back  door  at  a  certain  time  so  she 
might  play  bridge  that  afternoon. 


Buying  By  Railroads. — Announcements  by  the  Commission 
that  It  has  authorized  this,  that,  and  the  other  railroad 
to  Issue  equipment  trust  certificates  or  bonds  to  be  used 
In  the  acquisition  of  engines  and  cars,  are  music  in  the  ears 
of  Secretary  Mellon.  The  head  of  the  Treasury  Department, 
a  Pittsburgh  banker,  to  whom  his  salary  as  head  of  the  depart- 
ment Is  hardly  small  change,  has  several  times  spoken  glee- 
fully to  the  newspaper  correspondents  about  the  improvement 
In  business  that  will  be  caused  by  the  resumption  of  buying 
by  the  railroads.  He  has  pointed  out  that  when  a  railroad 
feels  that  it  can  or  must  spend  $10.000,000  In  buying  engines 
and  other  kind  of  rolling  stock,  the  money  creates  a  great 
ripple  In  the  Industrial  pond.  The  waves  or  ripples  extend  to 
the  farthest  edges  of  the  pond.  Ten  million,  by  reason  of  the 
billions  used  as  ammunition  during  the  war,  has  a  plcayunish 
sound,  because  the  average  man  forgets  that  the  money,  unlike 
that  raised  during  the  war,  Is  not  to  be  Immediately  burned 
up,  but  Is  to  be  used  up  In  the  performance  of  useful  service. 
Of  course  all  decomposition  or  plain  wearing  out  by  friction 
Is  a  form  of  burning,  but  when  the  cars  and  engines  have 
gone  the  way  of  all  flesh,  the  stock  of  goods  to  be  used  has 
been  increased.  Not  all  the  money  raised  for  war  is  destroyed. 
The  food  the  soldiers  eat  and  the  clothes  they  wear  would 
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have  been  needed  anyhow.  The  soldiers  themselves,  however, 
produced  nothing  of  use  to  their  kind,  in  a  material  sense.  In 
the  short  time  this  country  was  at  war  is  furnished  goods  for 
war  purposes  that,  measured  in  dollars,  were  worth  more  than 
all  the  railroads  in  the  land— practically  all,  in  a  material  sense, 
wasted.  But  the  millions  spent  for  new  rolling  stock,  while 
paltry  In  comparison.  Secretary  Mellon  has  suggested,  con- 
stitute facts  of  much  greater  import  to  the  people  of  the  country 
than  the  treasure  poured  out  to  re-construct  the  eastern  line 
against  the  Germans,  after  the  Czar  line  had  been  smashed. 


of  such  an  institute  should  and  will  deserve  the  co-operation  and 
support,  not  only  of  the  transportation  agencies,  but  of  the  peo- 
ple generally  who  use  these  agencies  and  are  primarily  interested 
in  the  services  which  they  render." 

The  reference  made  by  Mr.  Anderson  to  the  organiza- 
tion of  a  National  Transportation  Institute  relates  to  the  insti- 
tute which  has  been  proposed  by  Bird  M.  Robinson,  president 
of  the  American  Short  Line  Railroad  Association.  The  purpose 
of  such  an  organization  was  outlined  in  detail  by  President 
Robinson  in  The  Traffic  World  of  April  29,  p.  943. 

Mr.  Anderson  said  while  the  Joint  Commission  of  Agricul- 
tural Inquiry  would  recommend  the  establishment  of  a  trans- 
portation educational  institution  it  would  not  approve  any  par- 
ticular movement  to  that  end  but  that  he  personally  believed 
the  institute  proposed  by  Mr.  Robinson  would  meet  the  desired 
end  and  that  he  wished  to  co-operate  with  him  in  every  way. 

Mr.  Robinson  said  this  week  that  it  had  definitely  been  de- 
cided to  go  forward  with  the  organization  of  the  proposed  in- 
stitute. 


"We  have  begun  work  and  Edgar  E.  Clark,  former  chair- 
man of  the  Interstate  Commerce  Commission,  -will  take  an  ac- 
tive part  in  the  work,"  said  he. 

Representative  Anderson  and  Donald  D.  Conn,  who  was 
chief  of  the  transportation  division  of  the  Joint  Commission  of 
Agricultural  Inquiry,  are  associated  with  Mr.  Robinson  in  the 
movement. 

Mr.  Robinson  said  there  was  nothing  definite  to  announce 
for  the  present  except  that  the  decision  had  been  made  to  es- 
tablish the  institute.  He  said  a  statement  would  be  made  some 
time  in  the  future  relative  to  the  progress  being  made. 

PAYMENTS  TO  CARRIERS 

The  Treasury  Department,  in  a  monthly  statement  on  pay- 
ments to  railroads  under  the  transportation  act,  shows  that  pay- 
ments in  May  aggregated  $6,589,914.32,  as  follows: 


Section  204: 


Ra  way  C°  ....................  $     50'015'76 


The  S.   P.-C.   P.   Decision.  —  Substantial  men    of    California, 
it   is  asserted,  on   the   word  of  Seth   Mann,  representative  of 
the  San  Francisco  Chamber  of  Commerce  in  traffic  and  trans- 
portation  matters,   are   dissatisfied   with   the   Supreme   Court's 
decision  holding  the  consolidation  of  the  Southern  Pacific  and 
rvntral  Pacific  to  have  been  in  violation  of  the  anti-trust  law. 
They  are  dissatisfied  because,  among  other  things,  a  divorce  of 
the  two  roads  would  mean  the  linking  together  of  the  Central 
and  Union  Pacific  railroads,  and  when  that  was  accomplished 
the  Union  Pacific  would  reach  Los  Angeles,  San  Francisco  and 
Portland  and  there  would  be  competition  between  it  and  the 
Southern  Pacific  only  in  southern  California.     The  commercial 
organizations  of  California  have  organized  a  committee  of  fifty 
prominent  men,  headed  by  Herbert  Fleischacker,  to  do  what  may 
be  necessary  to  prevent  the  tearing  asunder  of  the  two  rail- 
roads.   Time  was  wh^n  the  Southern  Pacific  was  regarded  in 
California    with    great    hostility.     That    period,    however,    has 
passed    and    even   Hiram    Johnson    can   think   of   the    railroad 
company  without  being  threatened  with  apoplexy,  and  Martin 
Madsen,   political   helper  for  Johnson  while  he  was  governor, 
and  holding  a  like  position  under  Governor  Stephens,  can  hear 
the   Southern   Pacific  mentioned   without  losing  the   power  of 
speech.     The    Callfornians,    according    to    Mr.   Mann,   are    in- 
clined  to   believe   that   the   thought   suggested   in   The   Traffic 
World  a  short  time  ago  —  that  the  case  was  really  moot  —  was 
proper.     But  the  Supreme  Court  of  the  United  States  has  not 
been  deprived  of  the  power  of  making  the  last  guess  as  to  what 
the  law  may  be.     Therefore,  it  is  incumbent  on  the  Californians      '   Bridgton  '&  Saco  River  Railroad  Co  ......................         2,995.70 

to  think  of  some  way  to  get  around   its   decision.     The  court         Fullfrog-Goldneld   Railroad   Co........  ....................     ««'««  nn 

has    before    it   a   motion    for   re-hearing,    but,    even   if   further        g^o,  ^'-ukee*^  ^  $&  .Co;  ;  ;  ;  ;  ;  ;  ;  ;  ;  ;  ;  :::;:::     G7?S 
hearing  were  granted,  nothing  has  taken  place  since  the  argu-        Mississippi  Central  Railroad  Co  ..........................       38,581.46 

ment  that  could  be  brought  forward  as  a  reason  for  the  court         Philadelphia  &  Reading  Railway  Company  ...............  1,656,060.80 

reversing  itself.     One  of  the  queries  that  has  arisen  since  the        Tonopah&Goldnem  Railroad  Co!  .'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'       i6.6S3.3i 
decision  is  as  to  what  effect  it  will  have  on  the  Commission        Woodstock  Railway  Company   ................  .  ..........        7,123.47 

and    its    conclusion,    that    the    consolidation    declared    by    the      Se^°sn  2el°ie  &  Ohio  Railway  Co  ..........  .  ...............  1,334,500.00 

court  to  have  been  unlawful    should  be  continued.     Those  in        Cisco  &  Northeastern  Railway  Co  ........................       27,863.00 

Congress    Who   voted    power   to   the   Commission   to    suspend    the  Evansville,  Indianapolis  &  Terre  Haute  Ry.  Co  ...........       enn'iumnn 

antitrust   statute   know  they  intended   that   the  power  should  Se^nT2^'  New  Haven  &  Hartford  R'  R  Co  .............  2'60°'°0( 

be  used   to   abate   the   rigors   of    the   anti-trust   statute.     They  Chicago,  Peoria  &  St.  Louis  R.  R.  Co..  Receivers  ........       55,000.00 

also  know  that  the  public  generally  believes  in  the  anti-trust  Total  payments  under  the  act  to  May  31  amounted  to  $746,- 

law  and  that  if  the  Commission  should  set  it  aside  after  the  234,041.06,  divided  as  follows: 

Supreme  Court  had  decided  against  the  Southern  Pacific,  there  (a) 

would  be  howls  against  nullification.     Which  suggests  that  when  (i)  Final  payments,  including  partial  payments  prev- 

Coneress   authorized    the    Commission   to   waive   the   anti-trust  iously  made   ............  .  ......  .  —  ....  ......  ....$    1,637,550.32 

statute  it  knew  it  was  passing  the  buck  to  its  servant,  because  <»  W^SS^SS^iSt^ff^ASK 

it  had  not  the  nerve  to  repeal  it  or  amend  it  so  it  could  not  the  Treasury  from  the  interstate  Commerce  Com- 

be foolishly  applied.                                                          A.  E.  H.  mission   ...........  ,  ..............................  .      1,684,194.81 

Total  payments  account  reimbursement  of  de- 

U     A  TRANSPORTATION  INSTITUTE  (b)  Under  Secttf  Vai'  amended  W  s^Wta.1  3'321'745-13 

Tk.  Traffic  Worli  W^ton  Bure,u  E^  ^SSKStofti&T  ££**  lnC°me  ^ 

The   Joint   Commission   of   Agricultural    Inquiry,   In   its   re-  (1)  Final   payments,   including  advances  and   partial 

port  on  transportation,  will  recommend  "the  establishment  of  a  X&TSIel  to^H^af  io'  whYch  'a  'ceriincate   42-807-748'78 

private  research  and  educational  institution  under  disinterested  for  flnai  payment  has  not  been  received  by  the 

auspices  for  the  purpose  of  promoting  education  in  the  principles,  Treasury  from  the  Interstate  Commerce  Commis- 

operation  and  practices  incident  to  transportation."  Partial"  payment  to  carriers  as  to  which  a  'ceVVifl-  239'365'67: 

Sydney  Anderson,  chairman  of  the  commission,  discussing  cate  for  flnaj  payment  has  not  been  received,  as 

this  recommendation,  said  :  "There  is  approximately  $50,000,000,-  stated  above  ......................................  153,647,795.15 

000  Invested  in  transportation  in  this  country,  including  steam  _      .  Dayment.  acc0unt  of  said  cuarantv       J4S5  821  21°;  M 

railways,  electric  railways,  highways,  automobiles,  motor  trucks.  (c)  Under  &Ai^S^t^S^^^SS^tii^U'tUM 

waterways,  and  shipping.      These    agencies    of    transportation,  of  $300,000,000  therein  provided  .......................  307,091,080.00 

which  should  function  as  a  co-ordinated  system  in  the  aid  of  Total                                                                   '     1746  234  041  06 

commerce,   have   come   into   existence   without   relationship    to  '  ' 

transportation   facilities   already   existing.     There  Is  no   agency  Repayments  on  loans  total  ........................  $74,750,355.03 

through  which  the  basis  of  fact  and  principle  necessary  for  the 

co-ordination  of  these  transportation  facilities  so  as  to  give  the  The  Commission  has  certified  to  the  Secretary  of  the  Treas- 

most  efficient  service  at  the  lowest  cost,  can  be  secured     There  **  **£}  p*ymentD  °f,  *592-4<".82  to  the  Minneapolis,  St.  Paul  & 

is  no  place  today  where  the  business  of  transportation  can  be  Sault  ste-  Mane  Railway  Company  will  make  good  the  guaranty 

learned  except  in  the  apprenticeship  of  the  business  itself.  An  in-  to  that  carrler  under  section  209  of  the  transportation  act.    This 

stitutlon  such  as  the  commission  suggests  would  furnish  a  means  ls  the  amount  unpaid  out  of  a  total  of  $5,127,467.82  found  due 

of  definitely  establishing  the  facts  and  principles  of  transportation  tne  carrier  under  the  guaranty. 

on  which  sound  decisions  respecting  transportation  policies  can  The  Commission  has  certified  to  the  Secretary  of  the  Treas- 

be  predicated;  the  relationship  of  the  different  agencies  of  trans-  ury  that  $500,000  is  due  the  Texas  &  Pacific  as  a  partial  payment 

portatlon  to  each  other;  and  the  relationship  of  these  agencies  under   the   guaranty,   the   whole  amount   due  not  having  been 

to  agriculture,  Industry,  trade  and  commerce.    It  would  also  fur-  ascertained. 

nish  a  means  for  the  dissemination  of  education  in  the  principles,  The  Commission  has  certified  to  the  Secretary  of  the  Treas- 

operatlon  and  practices  incident  to  transportation.  ury  that  $18,362.49  is  due  the  Jefferson  &  Northwestern  Railway 

"I  understand  that  the  organization  of  a  national  transporta-  Company,  and  $81,354.39  the  San  Antonio  &  Aransas  Pass  Rail- 

tlon  institute  is  under  way,  and  I  believe  that  the  organization  way  Company,  in  final  settlement  of  the  guaranty. 
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Decisions  of  Interstate  Commerce  Commission 


PETROLEUM,  OKLAHOMA  TO  ILLINOIS 

The  Commission,  in  a  report  on  I.  and  S.  No.  1491,  Refined 
Petroleum  from  Oklahoma  to  Southern  Illinois,  opinion  No. 
7659,  69  I.  C.  C.,  34-7,  has  forbidden  the  increases  in  rates  on 
petroleum  and  its  products,  from  Kansas  and  Oklahoma  to 
points  in  southern  Illinois,  on  and  south  of  the  line  of  the  Pan- 
handle, that  would  have  resulted  from  the  cancellation  of  routes 
through  Memphis,  Cairo  and  Thebes,  carrying  Chicago  rates. 
The  cancellation  would  restrict  the  movement,  on  Chicago  rates, 
points  in  southern  Illinois  now  taking  Chicago  rates  on  the 
points  In  southern  Illinois  now  talcing  Chicago  rate  on  the 
East  St.  Louis  combination.  That  basis  is  about  4.5  cents  higher 
than  the  Chicago  rate,  on  refined  oils,  and  slightly  less  than  that 
on  crude.  Apparently,  however,  there  Is  little  or  no  movement 
of  crude  to  that  part  of  Illinois. 

Closing  the  routes  through  the  gateways  mentioned  was 
proposed  by  the  carriers,  the  report  said,  on  the  ground  that 
in  the  mid-continent  case  the  Commi.t.iion  had  given- permission 
to  check  in  rates  on  the  Chicago  level  to  territory  refined  by 
them,  but  which  did  not  Include  the  destinations  south  of  the 
Panhandle  line  between  E.  St.  Louis  and  Farrlngton,  there  being 
no  Intention  to  Include  that  in  the  Chicago  territory  to  take 
Chicago  rates.  Application  of  the  Chicago  rate*  came  about 
through  the  working  of  the  Intermediate  application  rule  because 
the  routing  of  stuff  moving  to  the  destinations  taking  Chicago 
rate*  had  not  been  restricted,  so  some  of  It  came  through  the 
Memphis,  Cairo  and  Thebes  gateways  en  route  to  the  territories 
to  which  the  Chicago  rate  had  been  made  applicable.  The  car- 
riers asserted  It  had  always  been  their  Intention  to  have  com- 
binations apply  to  the  territory  in  question.  They  tried  to 
justify  the  increases  that  would  result  on  the  allegation  that  the 
average  distance  from  the  Oklahoma  and  Kansas  groups  to 
southern  Illinois  was  greater  than  to  the  destination  to  which 
it  was  Intended,  originally,  to  apply  the  Chicago  rates.  The 
Commission  said  there  were  no  reliable  figure*  on  that  point 
and  held  the  increases  had  not  been  Justified,  especially  as  some 
would  cause  violations  of  the  fourth  section. 


CORRECTED    REPORT 

The  Commission  has  Issued  a  corrected  report  on  No.  12430, 
M.  B.  Farrin  Lumber  Company,  opinion  No.  7619,  68  I.  C.  C.  127- 
9,  Traffic  World,  April  22,  p.  867.  The  corrected  report  takea 
from  the  so-called  transit  lumber  Interest  the  hope,  raised  by  the 
original  report,  of  obtaining  the  right  of  making  notations  on 
order-notify  bills  of  lading  that  arrival  notice  Is  to  be  sent  to 
some  city  other  than  the  billed  destination  of  the  car. 

In  the  case  In  which  the  corrected  reprint  of  the  order  has 
•  at  out.  division  4  said:  "The  complainant  la  not  free  from 
criticism,  for,  had  the  bill  of  lading  shown  its  address  as  Cin- 
cinnati Instead  of  Chicago,  it  Is  doubtful  whether  the  demurrage 
would  have  accrued." 

The  quoted  sentence  brought  Joy  to  the  transit  lumber  men. 
That  privilege  of  having  arrival  notices  sent  to  them  at  an  ad- 
dress other  than  the  billed  destination  Is  what  they  have  been 
fighting  for  for  a  long  time. 

A.  J.  Rlbe  of  Birmingham  noticed  the  lecture  delivered  to 
the  Farrin  people  and.  May  2.  wrote  to  Secretary  McOlnty  tell- 
ing how  greatly  Interested  he  was  "because,"  he  said,  "If  It  is  now 
possible  for  lumber  shippers  who  do  a  reconslgning  business  to 
follow  the  practice  you  suggest  that  will  very  often  save  delay 
to  cars,  and  money  as  well.  In  unusual  cases,  such  as  Involved  in 
the  Farrin  Lumber  Company  Instance." 

"If  it  Is  now  possible  to  follow  out  the  suggestion  you  have 
made  In  68  I.  C.  C.  129,  we  would  like  to  know  it,"  said  Mr.  Rlbe, 
"as  that  practice  will  be  generally  adopted  by  the  numerous 
lumber  shippers  I  represent,  who  bill  cars  of  lumber  in  the  same 
manner,  as  wax  done  In  the  Farrin  Lumber  Company  case." 

It  took  the  Commission  a  month  to  answer  that  letter.  Rlbe 
called  attention  to  the  fact  that  the  suggestion  in  the  Farrin  case 
seemed  to  be  In  conflict  with  the  Commission's  decision  in 
Ludowlcl-Celedon  Company  vs.  A.  C.  L.  28.  I.  C.  C.  669,  and  also 
In  conflict  with  rule  7  of  Consolidated  Freight  Classification  No.  2. 

Instead  of  disposing  of  the  conflict  by  means  of  a  letter  as 
has  sometimes  been  done  when  there  appeared  to  be  a  conflict, 
the  Commission,  by  inference,  admitted  the  conflict  suggested  by 
Mr.  Rlbe,  by  Issuing  a  modified  report.  The  report  as  modified, 
omits  the  sentence  saying  the  complainant  was  not  free  from 
criticism. 


kets  in  connection  with  the  Rock  Island  beyond  Fort  Worth. 
The  approval  was  given  in  a  report  on  I.  and  S.  No.  1487,  opin- 
ion No.  7652,  69  I.  C.  C.  4-6.  The  schedules  were  filed  to  become 
operative  February  7  but  were  suspended  until  June  7.  The 
route  to  be  cancelled  gives  the  Orient  a  haul  of  only  77  miles, 
out  of  a  total  of  870.  Closing  it  will  give  the  Orient  a  route  of 
508  miles  over  its  own  rails,  from  Sweetwater  to  Wichita. 

The  route  by  which  the  Orient  agreed  to  short-haul  itself 
was  made  six  or  seven  years  ago,  at  the  solicitation  of  packers 
at  Fort  Worth.  The  packers  agreed  that  for  every  carload  of 
sheep  moving  over  the  short-hauling  route,  they  would  give  the 
Orient  a  carload  of  packing  house  products  for  transportation 
over  its  line  between  ChilHcothe.  Tex.,  and  Wichita.  The  pack- 
ers carried  out  their  part  of  the  agreement  but  when  the  gov- 
ernment took  over  the  railroads,  the  Railroad  Administration 
paid  no  attention  to  the  compact.  After  the  end  of  federal  con- 
trol, the  Orient,  in  one  year,  received  only  one  carload  of  prod- 
ucts.' It  would  have  been  willing  to  continue  the  arrangement 
but  the  packers,  apparently,  became  indifferent.  The  Orient, 
however,  did  not  rest  its  case  on  that  fact.  It  pointed  out  that 
the  route  was  illogical,  involving  an  out-oMine  haul  of  138 
miles. 

Cancellation  of  the  route  was  protested  by  cattle  Interests. 
They  protested  lest  the  Orient  cancel  the  route  over  the  M.  K. 
ft  T.  beyond  Fort  Worth.  The  Orient  said  it  had  no  such  in- 
tention, although  a  year  ago  it  tried  to  close  that  route.  It 
said,  however,  it  Intended  cancelling  Its  participation  in  Joint 
rates  through  Fort  Worth  to  Chicago  and  St.  Louis  but  would 
continue  to  participate  in  rates  through  Fort  Worth  to  Mem- 
phis, Little  Rock  and  Fort  Smith,  because  it  could  not  withdraw 
from  them  without  short-hauling  some  of  its  connections,  in  an 
effort  to  give  Itself  the  longer  haul  to  Wichita  or  some  other 
Junction  farther  north.  It  said  It  would  continue  to  participate 
in  Joint  rates  with  the  St  Louis-San  Francisco  via  Altus,  Okla., 
inasmuch  as  its  divisions  via  Altus  were  the  same  as  they  were 
via  Wichita. 

In  disposing  of  the  case  the  Commission  said  the  route 
which  the  Orient  was  seeking  to  close  could  probably  not  be 
kept  open,  even  If  the  Commission  thought  the  route  desirable, 
became  the  prohibition  of  section  15  against  requiring  a  rail- 
road to  short-haul  itself  seemed  to  cover  the  situation. 


RATES  ON  SHEEP 

The  Commission  has  approved  the  proposal  of  the  Kansas 
city.  Mexico  *  Orient  to  cancel  Joint  rates  on  sheep,  from 
points  on  its  line  south  of  Sweetwater,  Tex.,  to  northern  mar- 


GRAIN,  ETC.,  OKALOHAMA  TO  TEXAS 

Holding  that  decisions  made  by  it  fifteen  years  ago  had 
been  rendered  Inapplicable  by  the  lapse  of  time  and  the  change 
in  density  of  population,  the  Commission,  In  a  report  written 
by  Chairman  McChord  on  No.  12244,  Corporation  Commission  of 
Oklahoma  vs.  Abilene  &  Southern  (mimeographed,  without  page 
or  opinion  numbers),  has  ordered  the  application  of  an  entirely 
new  scale  of  rates  on  grain,  grain  products,  hay  and  straw  and 
related  articles  taking  the  same  rates  or  rates  basing  thereon, 
from  points  of  origin  In  Oklahoma,  to  destinations  In  Texas, 
not  later  than  July  24.  The  order  requires  the  retention  of  the 
group  basis  of  making  rates  and  directs  the  establishment  of 
le  which  will  be  used  for  long  distances  and  an  alternative 
for  use  In  calculating  rates  on  shorter  distances,  both 
single  and  Joint  line. 

The  scales  are  not  the  Shreveport  extended  nor  yet  made 
in  exact  relation  to  the  class  rate  scale  prescribed  In  the  Mem- 
phis-Southwestern case.  They  were  made  to  meet  the  objec- 
tions raised  and  shown  to  be  well  grounded,  when  it  was  pro- 
posed to  use  the  scales  prescribed  In  the  cases  mentioned. 

The  Oklahoma  complainant  alleged,  in  effect,  a  Shreveport 
situation,  In  that  the  shippers  in  Texas  were  obtaining  trans- 
portation on  the  products  In  question,  mile  for  mile,  or  group 
for  group,  for  less  money  on  traffic  within  Texas,  than  Oklahoma 
shippers  were  able  to  obtain  for  shipments  for  comparable  dis- 
tances, from  Oklahoma  into  Texas.  That  Shreveport  allegation 
was  made  and  proved  to  the  satisfaction  of  the  Commission 
notwithstanding  the  fact  that  all  the  rates  Involved  were  either 
prescribed  by  it  or  based  on  its  prescriptions.  The  carriers,  In 
defending  the  case,  had  to  point  to  the  fact  that  the  rates 
between  points  in  Texas  were  those  established  by  them  in 
obedience  to  the  Commission's  orders  in  the  Shreveport  case, 
while  the  rates  from  Oklahoma  into  Texas  were  based  on  its 
decisions  in  Farmers,  etc.,  Club  vs.  A.  T.  &  8.  F.  et  al.,  12 
I.  C.  C.  351,  and  the  related  case,  Territory  of  Oklahoma  vs. 
C.  R.  I.  ft  P.  et  al..  12  I.  C.  C.  367. 

In  those  cases,  decided  in  1907,  the  Commission  dealt  with 
rates  on  grain,  chiefly  wheat,  from  Kansas  to  Qalveston  for 
export  and  to  points  In  Texas  for  domestic  use;  and  wheat  from 
Oklahoma  points  for  export  and  domestic  to  Qalveston  and  in- 
termediate points  In  Texas.  Referring  to  them,  Chairman  Me- 
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Chord  said  they  were  decided  nearly  fifteen  years  ago.  Since 
then,  he  said,  the  population,  wealth  and  traffic  of  the  south- 
west, particularly  of  Oklahoma,  had  increased  in  a  much  greater 
ratio  than  in  the  country  as  a  whole,  and  that  many  important 
changes  in  conditions  had  taken  place.  The  relationship  of 
rates  between  Oklahoma  and  Texas  on  the  one  hand,  and  rates 
between  points  in  Texas,  he  said,  was  not  in  issue  as  in  those 
cases.  He  pointed  out  they  were  rates  for  distances  ranging 
from  600  to  800  miles  while  in  this  case,  he  said,  rates  for 
shorter  distances  were  important  because  much  of  the  move- 
ment involved  was  from  points  near  the  border  in  Oklahoma  to 
destinations  in  Texas  not  far  from  the  state  line. 

In  the  Shreveport  case  he  explained  the  traffic  in  question 
was  from  points  near  the  line  in  Louisiana  to  destinations  In 
Texas  not,  generally  speaking,  more  than  200  miles  from  Shreve- 
port. Therefore  a  scale  ending  at  200  miles  was  prescribed.  Use 
of  such  a  scale  in  this  case,  he  said,  would  do  more  than  equalize 
Oklahoma  shippers  with  Texas  shippers.  It  would  give  the 
Oklahoma  shippers  the  advantage  over  Texas  shippers  on  all 
long-haul  traffic  because  the  Texas  shippers  would  have  to  use 
the  shorter  scale  on  their  traffic  to  nearby  points  while  tne 
Oklahomans  would  obtain  the  benefit  of  the  blanket  beyond  200 
miles.  The  scale  would  not  do,  he  said,  even  if  extended  for 
greater  distances  because  it  was  designed  to  cover  traffic  mov- 
ing, generally  not  more  than  200  miles.  Therefore,  he  said,  the 
early  cases  should  not  be  regarded  as  governing  the  present 
situation,  nor  should  the  Shreveport  scale  be  extended.  He  said 
the  Commission  was  of  the  opinion  that,  except  for  hauls  of  100 
miles  or  less,  the  group  basis  of  rates  from  Oklahoma  to  Texas 
should  be  continued,  with  the  carriers  observing  substantially 
the  present  groups  of  destination  In  Texas.  He  said  the  Com- 
mission had' found  the  present  rates  are  and  for  the  future  will 
be  unreasonable  and  unduly  prejudicial  to  the  shippers  of  Okla- 
homa and  unduly  preferential  of  shippers  in  Texas,  to  the  ex- 
tent they  will  exceed  the  rates  based  on  the  scales  and  in  ac- 
cordance with  the  rules  hereinafter  set  forth.  As  the  finding  is 
limited  to  the  present  and  the  future,  there  can  be  no  award  of 
reparation.  In  that  way  the  Commission  avoids  ordering  repara- 
tion on  shipments  moving  since  the  filing  of  the  complaint,  in 
a  general  case,,  the  order  in  which  will  require  both  increases 
and  reductions.  Generally  speaking,  it  is  believed  the  effect 
of  the  order  will  be  to  bring  up  rates  in  Texas  somewhat  and 
reducing  those  from  Oklahoma,  to  a  lesser  degree,  however, 
than  if  the  Shreveport  scale  had  been  extended  as  proposed  by 
some  of  the  parties. 

The  scales  prescribed  in  this  case,  it  is  thought,  hereafter, 
in  other  cases,  may  be  applied  to  a  greater  portion  of  the  south- 
west than  is  embraced  in  this  complaint.  Throughout  the  re- 
port, Mr.  McChord  referred  to  observations  made  by  the  Com- 
mission, in  other  cases,  to  the  similarity  of  transportation  con- 
ditions in  the  territory  south  of  the  Missouri  River.  The  scales, 
rules  and  regulations  for  constructing  the  rates  to  be  made 
operative  not  later  than  July  24,  are  as  follows: 

(a)  Group  rates  computed  upon  substantially  the  average 
short-line  distances  over  workable  routes  from  the  several  points 
of  origin  in  Oklahoma  to  all  points  of  destination  in  Texas  in  each 
of  the  respective  groups  A,  1,  2  and  3,  as  outlined  in  Agent  P.  A. 
Iceland's  I.  C.  C.  No.  1414.  in  connection  with  the  distance  scales  of 
rates  stated  in  paragraph  (b)  below. 

(b)  Distance  scales  of  rates  on  the  respective  commodities 
named.  In  cents  per  100  pounds  for  the  distances  respectively  in- 
dicated, to  be  used  in  computing  group  rates  under  paragraphs 
(a),  (d)  and  (e),  as  follows: 


Over  60  but  not  over    80..     18.5        14.5        13       .     21.5        17.5        15.5 
Over  80  but  not  over  100..     20  16  14.5 

•To  apply  over  single  lines  of  railway  or  over  two  or  more  lines  of 
railway  under  the  same  management  and  control. 

tTo  apply  over  two  or  more  lines  of  railway  not  under  the  same 
management  and  control. 

(d)  In  constructing  rates  under  paragraphs   (a),   (b)   and   (c),  the 
rates   provided   for   wheat   and   hay   shall   also   apply   on   straw;    and 
the  rates  on  flour,  wheat  and  corn  shall  apply  on  other  commodities 
which  are  now  subject  to  flour,   wheat  and   corn  rates,   respectively, 
on  traffic  from  Oklahoma  to  Texas  as  per  Agent  Leland's  I.  C.  C.  No. 

(e)  Rates  from  the  several  points  of  origin  in  Oklahoma  to  des- 
tinations   in    the   differential    territory    of   Texas    shall    be    made    by 
the    addition,    to   the    rates    prescribed    in    the    foregoing   paragraphs 
(a)     (b)    and    (d)'   for   application   to   points    in   group   3,    of    the   dif- 
ferentials   now   applied   on   such    traffic   to   points    in    that   territory; 
and   rates   to   points   not   in   any   of  the   aforesaid   groups   or  in   the 
differential   territory  shall   be  constructed  in   harmony   with   the   ad- 
justment prescribed   in   said  paragraphs. 

The  rates  provided  in  the  foregoing  paragraphs  (a)  to  (e),  in- 
clusive, embrace  the  reductions  prescribed  in  Rate  on  Grain,  Grain 
Products  and  Hay,  supra,  and  should  not  be  further  reduced  under 
the  order  in  that  proceeding. 

Under  present  circumstances,  the  foregoing  conclusions  seem 
to  embody  the  most  practical  solution  of  the  difficulties  here  pre- 
sented. This  proceeding  is  not  sufficiently  broad  in  scope  for  the 
accomplishment  of  exact  justice.  Possibly,  there  should  be  a  general 
investigation  of  the  rates  in  the  southwest  with  a  view  to  deter- 
mining whether  a  common  scale  for  the  entire  territory  would  be 
desirable. 


Distance   (Miles) 
Not  over  10 


Over 

10 

but 

not 

over 

20  

Over 

?0 

but 

over 

30.  . 

Over 

30 

but 

not 

over 

40  

Over 

40 

but 

60.  . 

Over 

60 

but 

not 

over 

60.  . 

Over 

60 

but 

not 

80.  . 

Over 

80 

but 

not 

over 

100.. 

Wheat 

Flour  and  Hay          Corn 

12  10                   9 

.14  11.5             10.5 

.16  13                  11.5 

.17.6  14                  12.5 

.19  15                   13.5 

.20  16                   14.5 

.21.5  17.5              15.5 

.23  19                   17 

Over   100   but   not   over   120..  20.5             18.5 

Over   120   but   not   over   140 26.5  22                 20 

Over   140   but   not   over   160 28  23.5             21 

Over   160   but   not   over   180 29.6  25                 22.5 

Over   180   but   not   over   200 31  26.6             24 

(iv.r    200   but   not   over    220 33  28                 25 

Over   220   but   not   over   240 34.5  29.6             26.5 

Ovi-r   240   but   not   over    260 36  31                 28 

nvi-r   260   but   not   over   280 37.6  32.6             29.5 

"MI    280    but    not    over    300 39  34                   30.5 

UV.T   300    but   not    over   S50 40  35                 31.5 

Over    350   but   not   over   400 42  37                 33.6 

Over   400   but  not   over   460 44  39                 35 

iiv.r    450    but   not    over    BOO 46  41     '             37 

Dv.r    ROO    but    not    over    660 48  43                   38.5 

OVIT   560   but   not   over   600 49  44                 39.5 

Ovor  fiOO    50  46                  40.5 

(c)     To  apply  alternatively  with  the  groups  rates  constructed 

an  per  paragraphs  (a),  (b).  (d)  and  (e),  the  following  distance 
Bcalcs  of  rates  on  the  commodities  named,  In  cents  per  100  pounds, 
from  and  to  specific  points  of.  origin  and  destination,  shall  be 
established: 

Single  Une.«          .  Joint  Line.t 

Wheat  Wheat 
v  '•     >                              Flour,  and  hay.  Corn.    Flour,  and  hay.  Corn. 


Not  over  10  

Over  10  but  not  over  20. 
Over  20  hut  not  over  30. 
Over  30  but  not  over  40. 
Over  40  but  not  over  50. 
Over  60  but  not  over  60. 


9 
11 
13 

14.5 
16 
17 


7 

8.5 
in 
11 

12 
13 


6.5 
7.6 
9 

10 

11 

11.6 


12 

14 

16 

17.5 

19 

20 


10 

11.5 

13 

14 

15 

16 


9 

10.5 
11.5 
12.6 
13.5 
14.5 


RATES  ON  VEGETABLE  TALLOW 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11855,  Rub-no-more  Company  vs.  Direc- 
tor-General, Great  Northern  et  al,  opinion  No.  7655,  69  I.  C.  C. 
23-5,  as  to  a  rate  of  $2.25  on  imported  vegetable  tallow,  from 
Vancouver,  B.  C.,  to  Fort  Wayne,  Ind.,  September  27,  1918.  The 
Commission  held  it  was  unreasonable  to  the  extent  it  exceeded 
$1.125  and  awarded  reparation  to  that  basis.  That  was  the  com- 
modity rate  established  on  vegetable  tallow  October  9,  1918,  after 
the  shipment  moved,  but  before  it  was  delivered. 


FUEL  WOOD,  PULP  WOOD  AND  WOOD  BOLTS 

The  Commission  has  put  out  a  modified  report  on  I.  and  S. 
No.  1251,  Fuel  Wood,  Pulp  Wood  and  Wood  Bolts  between  North 
Pacific  Coast  points,  opinion  No.  7653,  69  I.  C.  C.  7-10.  It  held 
that  for  the  future  space  units  of  192  cubic  feet  for  applying 
rates  on  fuel  wood,  16  inches  or  under  in  length,  when  loaded 
loosely,  in  racked  flat  or  gondola  cars,  and  200  cubic  feet  for 
applying  rates  on  hogged  fuel,  in  racked  flat  or  gondola  cars,  will 
be  just  and  reasonable.  In  the  original  report,  61  I.  C.  C.  159, 
the  Commission  prescribed  128  cubic  feet  as  the  space  unit  to  be 
used  for  cord  wood.  Representations  were  made  by  the  depart- 
ment of  public  works  of  the  state  of  Washington,  in  behalf  of 
interested  shippers,  to  the  effect  that  a  greater  unit  should  be 
allowed  for  the  other  kinds  of  fuel  wood  because  the  mills,  in 
selling  it,  must  allow  more  than  128  cubic  feet.  Sales  are  made 
.  on  the  basis  of  200  cubic  feet  of  the  other  kinds  constituting  a 
cord,  hence  the  desire  for  a  modification  of  the  space  unit. 


BREAKFAST   FOOD   OUT   OF   GRAIN    PRODUCTS    LIST 

The  Commission,  in  a  report  on  I.  and  S.  No.  1504,  has  held 
justified  the  elimination,  proposed  by  the  Great  Northern  and 
the  carriers  parties  to  Henry's  I.  C.  C.  No.  58,  of  breakfast  food 
from  the  list  of  grain  products  which  may  be  forwarded  from 
transit  stations  west  of  the  Idaho-Montana  state  line  at  carload 
rates  when  in  mixed  carloads  with  other  grain  products.  The 
report  was  mimeographed,  without  page  or  opinion  numbers. 


RATE  ON   RABBIT  SKINS 

An  occasional  emergency  shipment  does  not  demonstrate 
the  unreasonableness  of  the  rate  assessed  on  it,  the  Commis- 
sion held  in  dismissing  No.  11899,  Jonas  &  Naumburg,  Inc.,  vs. 
Director-General,  Michigan  Central  et  al.,  opinion  No.  7657,  69 
I.  C.  C.  29-30,  on  a  holding  that  an  any-quantity  first  class  rate 
of  87.5  cents  on  rabbit  hides,  skins  or  pelts,  on  19  carloads 
shipped  from  Toronto  and  Parkdale,  Canada,  to  New  York, 
shipped  in  December,  1918,  and  February  and  March,  1919,  was 
not  unreasonable  or  otherwise  unlawful.  The  skins,  used  in 
making  hatters'  fur,  which  is  used  in  making  felt  for  hats,  were 
shipped  from  the  Orient  to  Vancouver.  Owing  to  an  embargo 
against  them  at  New  York,  they  were  sent  to  Toronto  and 
Parkdale,  Canadian  border  points.  When  the  embargo  was 
lifted  the  skins  were  sent  to  New  York.  Since  then  no  ship- 
ments have  been  made  on  the  any-quantity  rate. 


PROPORTIONALS  IN  NORTHWEST 

The  Traffic  World  Washington  Bureau 

In  a  report  on  I.  and  S.  1486,  the  Commission  holds  that 
the  carriers  have  justified  their  proposal  to  establish  propor- 
tionals from  Seattle  and  Tacoma  to  Portland  on  the  first  four 
classes,  on  the  basis  of  60  cents,  first  class,  for  application  to 
the  Willamette  Valley  and  to  points  north  of  Portland,  but  con- 
demns their  limitation  to  May  31.  The  condemnation  is  without 
prejudice  to  the  right  of  the  carriers  to  file  the  same  rates  on 
one  day's  notice  without  expiration  date. 


June  10,  1922 
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RATES    ON    BUNKER    COAL 

Examiner  \V.  P.  Bartel  has  recommended  discontinuance  of 
the  Commission's  proceeding,  docket  No.  13421,  in  the  matter  of 
rates  on  bunker  coal  and  fourth  section  application  Nos.  703, 
1479.  1760,  1548  and  1573,  on  a  holding  that  the  carriers  had  jus- 
tified the  propriety  of  the  application  of  rates  on  coal  for  trans- 
shipment by  vessels  or  as  bunker  coal,  and  that  such  rates  do  not 
contravene  the  fourth  section. 

The  recommendation  Is  without  quibble  or  qualification  for 
a  discontinuance,  even  without  any  admonitory  remarks  about 
being  careful  that  the  publication  of  rates  is  made  In  such  a  way 
that  undue  prejudice  will  be  avoided.  Bartel  said  that  no  one 
had  appeared  in  opposition  to  the  rates  a*  published  at  the  At- 
lantic ports.  The  inquiry  was  instituted,  the  Commission  said 
in  announcing  It,  because  some  of  the  lines  serving  gulf  ports 
did  not  feel  free  to  publish  rates  for  bunker  coal  or  transship- 
ment by  vessel  because  of  decisions  made  by  the  Commission. 
Bartel,  In  support  of  his  recommendation  that  the  case  be  dis- 
continued, pointed  to  the  decision  of  the  Commission  in  Bitum- 
inous Coal  Rates  to  Baltimore  and  Other  Points,  33  I.  C.  C.  307,  to 
show  that  the  expense  of  making  delivery  of  coal  to  side  tracks 
in  Baltimore  was  greater  than  the  making  of  delivery  to  piers  and 
that  therefore  the  rates  for  local  delivery  might  well  be  higher, 
on  the  cost  of  service  feature  of  the  case  alone. 

The  examiner,  however,  did  not  rest  his  recommendation 
on  that  alone.  He  quoted,  apparently,  with  full  approval,  the 
observations  of  Secretary  Hoover  on  the  subject  of  competition 
of  foreign  coal  with  American  In  the  bunkering  trade.  Hoover 
said  that  If  the  transshipment  rates  were  raised,  on  the  sup- 
position that  there  could  possibly  be  competition  between  bunker 
coal  and  coal  delivered  locally  In  the  ports  the  foreign  bunk- 
erers  would  take  more  trade  from  American  coal  men  than  they 
have.  He  pointed  out  that,  on  account  of  foreign  coal  being 
sold  for  less  than  American,  ships  were  bunkering  In  foreign 
ports  for  round  trips  and  even  bringing  coal  to  American  ports 
for  sale  locally  or  to  other  ships  In  the  ports. 

Bartel  said  that  some  of  the  carriers  respondent  In  this  case 
had  filed  fourth  section  applications,  not  because  they  believed 
the  rates  were  In  contravention  of  that  part  of  the  law,  but  be- 
cause they  wanted  to  be  on  the  safe  side.  They  said  they  re- 
garded the  bunker  rates  as  In  the  nature  of  proportionals  and 
therefore  not  to  be  compared  with  the  local  rates  to  Intermedi- 
ate points.  The  examiner  said  the  Commission  should  hold  they 
were  not  In  contravention. 


RATES  ON  CATTLE  AND  HOGS 

In  a  report  on  No.  12975,  Arizona  Packing  Company  vs.  Ari- 
zona Eastern  et  a!.,  Examiner  Charles  R.  Seal  recommended  a 
holding  that  rate*  on  cattle  and  hogs,  from  Interstate  points  In 
Texas,  New  Mexico  and  Arizona  to  Cactus,  Aril.,  were,  are  and 
will  be  unreasonable  to  the  extent  they  exceeded,  exceed  or  may 
exceed  130  per  cent  of  the  go-called  1716  scale  prescribed  by  the 
Commission  for  use  In  the  territory  of  the  southwestern  lines 


extent  indicated,  and  is  limited  so  as  to  show  that  the  federal 
commission,  in  disposing  of  the  complaint,  was  not  indicating 
what  should  be  done  with  the  state  rates.  The  Arizona  commis- 
sion participated  with  the  national  body  in  the  hearing  on  the 
complaints  and  has  a  record  of  its  own  identical,  up  to  the  point 
covered  by  Seal,  like  that  of  the  Washington  body. 

The  complainant  established  its  plant  for  business  Septem- 
ber 1,  1920,  the  day  after  the  six  months'  guaranty  period  ex- 
pired. It  asked,  with  some  exceptions,  the  establishment  of  the 
1716  scale,  prescribed  by  the  Commission  in  22  I.  C.  C.  160.  The 
Director-General  modified  that  scale  somewhat,  and  as  used  in 
the  report  the  1716  scale  is  understood  to  be  the  one  as  modified 
by  the  Director-General. 


SHIPMENT  OF  DAIRY  PRODUCTS 

Neither  the  notation  of  "shipper's  load  and  count"  on  the 
bills  of  lading,  nor  the  rates  on  carload  shipments  of  eggs,  butter, 
cheese,  and  dressed  poultry,  by  express,  from  California,  to  mar- 
kets, Chicago  and  east,  according  to  Examiner  Charles  R.  Seal, 
are  unreasonable.  Therefore  he  has  recommended  the  dismissal 
of  No.  12912  San  Francisco  Wholesale  Dairy  Produce  Association 
vs.  American  Railway  Express  Co.  The  association,  composed  of 
dairy  product  shippers  from  points  in  California  taking  San 
Francisco  rates — that  is,  roughly  speaking,  all  points  in  that  state 
north  of  Mojave  and  Santa  Barbara — alleged  that  the  refusal  of 
the  express  company  to  issue  "clean"  bills  of  lading  or  receipts 
on  cars  loaded  by  the  association  members  constituted  an  un- 
reasonable practice.  They  also  made  a  similar  allegation  against 
the  rate  of  $5.67,  which  has  been  in  effect  since  October  13,  1920, 
under  permission  from  the  Commission. 

Seal  based  his  recommendation  of  dismissal  largely  upon  the 
conclusions  of  the  Commission  In  Louisiana  State  Rice  Milling 
Association  vs.  M.  L.  4  T.  R.  R.  t  S.  S.  Co..  34  I.  C.  C.  511;  Western 
Classification  No.  51,  25  I.  C.  C.  442;  and  Ponchatoula  Farmers' 
Association,  vs.  I.  C.  R.  R.  Co.,  19  I.  C.  C.  513.  He  remarked  that 
the  complaint  before  him  was  limited  in  scope  both  as  to  terri- 
tories or  origin  and  destination,  and  as  to  commodities,  and  that 
the  record  did  not  warrant  a  finding  of  such  possible  far-reaching 
effect  as  undoubtedly  would  follow  were  the  Commission  to  hold 
it  was  the  duty  of  the  carrier  to  check  carload!  ng  of  dairy  prod- 
ucts, which  often  took  place  on  private  tracks  far  from  the  office 
of  the  express  company.  The  latter  estimated  that  compulsory 
checking  of  loading  done  by  shippers  would  add  $25,000  a  year  to 
Its  expenses  In  the  western  district,  composed  of  fourteen  states. 
The  shippers  contended  the  checking  could  be  done  by  counting 
the  tiers  and  multiplying  their  number  by  the  number  of  cases 
In  a  tier.  The  carrier  said  an  inspection  of  the  top  would  not 
disclose  whether  the  lower  tiers  were  properly  spaced  and  that 
therefore  a  clean  receipt  could  promote  intentional  dishonesty. 


RATES    ON    CEMENT 

A  holding  that  rates  on  cement  from  Portland  Point,  N.  Y., 
to  destinations  in  New  York,  during  federal  control  were  not 


subject   to  the  minimum  weights  applicable  under  that   scale;      unreasonable,  has  been  recommended  by  Examiner  Leo  J.  Flynn 
the  fresh  meat  rates  to  apply  on  mixed  carloads  of  fresh  meat*     m  a  report  on  No.  13036,  Cayuga  Operating  Company,  Inc.,  vs. 


and  packing  house  products,  but  that  the  rates  from  Denver  to 
Cactus  were  and  are  not  unreasonable 

A  further  holding  recommended  by  him  was  that  rates  on 


Director-General,  as  agent.    He  said,  however,  that  some  of  the 
shipments  were  misrouted  and  that  reparation  should  be  made. 
The  complainant.  In  each  bill  of  lading,  specified  a  deliver- 


fresh  meats  and  packing  house  products  were,  are  and  will  be     Ing  carrier  and  a  rate.    It  specified  a  rate  of  $1.80  per  ton  from 


unreasonable,  from  Cactus  to  Los  Angeles  and  San  Diego,  to  the 
extent  they  exceeded,  exceed  or  may  exceed  $1.50  and  $1,  re- 
spectively. 

Another  holding  suggested  by  him  was  that  the  rates  on 
fresh  meats  and  packing  house  products,  L.  C.  L.,  from  Cactus 
to  destinations  In  California,  east  of  and  Including  Drydyn,  on 
the  Southern  Pacific,  and  McCoy  on  the  Santa  Fe,  were,  are 
and  for  the  future  will  be  unreasonable  to  the  extent  of  their 
excess  over  the  contemporaneous  first  and  fourth  class  rates, 
respectively,  from  !/>«  Angeles  for  similar  distances,  eastbound. 
M>>  «aid  the  Commission  should  hold  the  rates  on  hides,  car- 
loads, from  Cactus  to  Nogales,  for  export  to  Mexico,  were  and  are 
not  unreasonable. 

Seal  recommended  reparation.  The  report  also  covers  a  sub- 
number  filed  by  the  same  complainant  against  the  same  defend- 
ants. That  sab-number  contained  the  same  allegations  respect- 
Ing  the  Intrastate  rates,  with  the  additional  request  for  the  estab- 
lishment of  suitable  peddler  car  rate*,  rules  and  regulations. 
The  Intrastate  rates  were  attacked  because  they  were  increased 
by  the  carriers  In  accordance  with  the  Commission's  thirteenth 

on  proceeding  against  Arizona  rates,  reported  In  61  I.  C.  C. 
572,  to  the  extent  authorized  in  Ex  Parte  74.  Seal  said  the  order 
in  thaf  case,  having  been  vacated  and  net  aside,  as  of  June  1,  the 
subject  wax  free  for  consideration  by  the  Arizona  Corporation 
Commission.  Tbe  report  covers  the  sab-number  only  to  the 


Portland  Point  to  Rochester  and  the  Director-General  sent  it 
over  a  route  the  rate  on  which  would  have  been  the  equivalent 
of  $1.80  per  ton.  Contemporaneously,  over  the  direct  Lehigh 
Valley  route,  there  was  a  rate  equivalent  to  $1.30  per  ton.  The 
examiner,  however,  recommended  a  holding  that  the  carrier 
was  bound  to  ship  over  the  route  carrying  the  rate,  even  if  the 
same  delivery  could  have  been  made  on  the  lower  rate. 

"As  the  defendant  was  bound  to  observe  routing  thus  indi- 
cated by  the  shipper,  the  shipment  was  not  misrouted,"  said  the 
examiner.  Some  shipments  moved  on  bills  In  which  the  shipper 
had  not  inserted  a  rate.  The  examiner  found  lower  rates  ap- 
plicable than  those  Imposed  by  the  Director-General.  He  said 
such  shipments  were  misrouted  and  reparation  should  be  made. 

He  said  the  Commission  should  hold  unreasonable  a  rate  of 
9.5  cents  from  Portland  Point  to  Cortland,  N.  Y.,  to  the  extent  It 
exceeded  9  cents  and  award  reparation. 


TWO  FOR  ONE  RULE 

The  two  for  one  rule,  according  to  Examiner  F.  C.  Hlllyer, 
expressed  in  a  tentative  report  on  No.  13344  Stone-Fisher  Com- 
pany vs.  Director-General,  and  Chicago,  Milwaukee  ft  St  Paul, 
cannot  be  brought  into  operation  until  after  the  expiration  of 
the  six-day  period  provided  for  in  section  4  of  rule  6-B  of  western 
classification.  In  making  his  recommendation,  the  examiner  had 
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to  construe  the  words  "after  expiration  of  such  period"  (6  days) 
because  the  railroad  agent,  in  this  case,  furnished  a  36  and  a  40- 
foot  car  the  very  day  the  shipper  asked  for  a  50-foot  car.  The 
shipper,  when  the  two  cars  were  tendered,  cancelled  his  demand 
for  a  larger  car  and  accepted  the  two  smaller  ones.  He  also  ac- 
cepted two  bills  of  lading. 

Examiner  Hillyer  said  the  heading  of  section  4  of  the  rule 
"clearly  authorizes  the  furnishing  of  'two  shorter  cars  under  the 
following  conditions'  only  'after  the  expiration  of  such  period'  of 
six  days."  He  said  the  certificate  or  notation  "which  must  be 
made  on  the  bill  of  lading  requires  the  date  of  the  order  and  the 
date  the  cars  are  furnished  in  order  that  it  may  clearly  appear 
whether  or  not  the  cars  were  furnished  'after  the  expiration'  of 
the  six-day  period."  The  complainant's  construction,  the  exam- 
iner said,  would  require  the  furnishing  of  the  two  smaller  cars 
within  the  six-day  period,  or  before  the  expiration  of  the  six-day 
period. 

In  this  case  the  shipper  ordered  a  large  car  for  shipping 
furniture  from  Chicago  to  Tacoma.  The  agent  could  not  furnish 
the  50-foot  car.  Without  waiting  for  the  six-day  period  to  ex- 
pire, two  smaller  cars  were  furnished,  loaded  and  forwarded. 
The  rates  applicable  on  the  two  carloads  were  collected,  hence  the 
complaint  and  the  contention  that  the  two  for  one  rule  should 
have  been  used  in  computing  the  charges. 

RATES  ON  MEATS,  ETC. 

A  practically  all-emjbraclng  revision  of  rates  on  fresh  meats, 
packing  house  products,  and  live  hogs  will  have  to  be  made  by 
the  carriers  in  Western  Trunk  Line  and  Southwestern  terri- 
tories if  the  Commission  follows  the  recommendations,  made  in 
a  Joint  report  by  Attorney-Examiner  Arthur  R.  Mackley  and  Ex- 
aminers John  T.  Money,  Charles  R.  Seal,  John  A.  McQuillan  and 
Howard  Hosmer  on  No.  12068,  Wilson  &  Company,  Incorporated, 
of  Oklahoma,  et  al.,  and  closely  allied  cases  which  were  not  heard 
together,  but  on  which  the  examiners  mentioned  made  a  report. 
The  cases  joined  with  the  one  before  mentioned,  for  report  pur- 
poses at  least,  are: 

No.  12067,  Same  v.  Director  General,  as  Agent,  Atchison,  Topeka 
&  Santa  Fe;  No:  12127.  Swift  &  Company  v.  St.  Louis  &  San  Fran- 
cisco; Director  General,  as  agent,  et  al;  No.  12271,  Morton  Gregson 
Company  et  al  v.  Director  General,  as  Agent,  Atchison.  Topeka  & 
Santa  Fe,  et  al;  No.  12175,  Morris  &  Company  v.  Director  General, 
as  Agent,  Atchison,  Topeka  &  Santa  Fe,  et  al;  No.  12193,  Armour 
&  Company  v.  Missouri,  Kansas  &  Texas,  Director  General,  as  Agent, 
et  al;  No.  12284,  Wilson  &  Company,  Incorporated,  of  Oklahoma,  et 
al  v.  Director  General,  as  Agent  Chicago,  Rock  Island  &  Pacific, 
et  al;  No.  12301,  Albert  Lea  Packing  Company,  Incorporated,  et  al 
v.  Director  General,  as  Agent;  No.  12398,  Armour  &  Company,  et  al 
v.  Atchison,  Topeka  &  Santa  Fe.  Director  General,  as  Agent,  et  al; 
No.  12515.  Swift  and  Company  v.  Kansas  City  Terminal,  Director 
General,  as  Agent  et  al;  and  No.  12646,  Same  v.  Atchison,  Topeka 
&  Santa  Fe,  et  al. 

The  points  of  origin  are  Kansas  City  and  points  basing 
thereon  or  seeking  ah  equality  with  Kansas  City,  including  St. 
Joseph,  South  St.  Joseph,  Nebraska  City,  Omaha,  South  Omaha, 
Sioux  City,  St.  Paul,  Albert  Lea,  St.  Louis,  East  St.  Louis  and 
Chicago.  The  destinations  are  in  Oklahoma  and  Texas.  Broadly 
speaking,  the  complaining  packers  asked  for  the  retroactive  ap- 
plication of  what  to  them  is  known  as  the  1716  scale,  prescribed 
by  the  Commission  in  Alleged  Unreasonable  Rates  on  Fresh 
Meats,  22  I.  C.  C.  160,  decided  in  1911.  The  opinion  number  in, 
that  case  was  1716,  hence  the  name  for  the  scale  therein 
prescribed. 

Notwithstanding  that  that  scale  was  approved  in  subse- 
quent cases,  the  carriers  failed  to  apply  it  generally,  contending 
the  rates  were  too  low.  They  resisted  its  application  in  this  case, 
claiming  that  the  change  in  conditions  since  1911,  instead  of 
calling  for  rates  on  a  lower  basis,  demanded  a  higher  basis. 

The  examiners  said  the  Commission  should  hold  rates  on 
fresh  meat  and  packing  house  products,  in  straight  or  mixed  car- 
loads, and  on  hogs  in  single  or  double-deck  cars,  from  Kansas 
City,  St.  Louis  and  other  points  taking  the  same  rates,  or  basing 
thereon,  to  destinations  in  Oklahoma  and  Texas,  were,  are  and 
for  the  future  will  be  unreasonable  to  the  extent  they  exceeded, 
exceed  or,  in  the  future  may  exceed  those  carried  in  the  report, 
and  that  the  complainants  were  entitled  to  reparation.  They 
said  the  records  in  these  cases  showed  that  transportation  con- 
ditions from  the  points  of  origin  to  the  destinations  before  men- 
tioned, were,  to  Oklahoma  and  Texas,  as  favorable  as  those  to 
Arkansas  and  Louisiana,  to  which  the  1716  scale  was  made  ap- 
plicable. They  said  the  record  also  showed  conditions -and  traf- 
fic density  warranted  rates  north  of  Kansas  City  lower  than  those 
which  would  be  brought  Into  effect  by  applying  the  1716  scale, 
plus  the  increases  since  then.  Specific  findings  recommended 
by  the  examiners  were  as  follows: 

The  Commission  should  find  that  the  rates  in  Issue  on  fresh  meats 
and  packing-house  products,  In  carloads,  were,  are,  and  for  the 
future  will  he.  unreasonable  to  the  extent  that  they  exceeded,  exceed, 
or  may  exceed,  from  the  points  shown  as  "A,"  the  rates  or  bases 
of  rates  shown  as  "B"  on  the  commodities  specified  as  "C,"  the 

s  on  fresh  meats  to  apply  also  on  mixed  carloads  of  fresh  meats 
and  packing-house  products. 

(A)  Kansas  City  and  St.  Louis,  Mo.  (B)  1716  scale;  (C)  Fresh 
meats  and  packing  house  products. 

(A)   Kansas  City,  Kans.,  and  South  St.  Joseph,  Mo.     (B)  Kansas 


City,  Mo.   rates;     (C)   Fresh  meats  and  packing-house  products. 

(A)  Omaha.  South  Omaha,  and  Nebraska  City,  Nebr.;  (B)  *  (a) 
9;  (b)  11;  (c)  15;  (C)  Fresh  meats. 

(A)  Omaha,  South  Omaha,  and  Nebraska  City,  Nebr.;  (B)  *  (a) 
6;  (b)  7.5;  (c)  10;  (C)  Packing-house  products. 

(A)  Soulx  City,  Iowa;  (B)  •  (a)  17;  (b)  21.5  (c)  29;  (C)  Fresh 
meas. 

(A)  Sioux  City.  Iowa;  (B)  •  (a)  10;  (b)  12.5;  (c)  17;  (C)  Pack- 
ing-house products. 

(A)  South  St.  Paul,  Minn.;  (B)  •  (a)  24;  (b)  30;  (c)  40.5; 
(C)  Fresh  meats. 

(A)  South  St.  Paul.  Minn.;  (B)  •  (a)  15;  (b)  18.5;  (a)  25; 
(C)  Packing-house  products. 

(A)  Chicago.  111.,  and  Albert  Lea.  Minn.;  (B)  65.5  cents  prior  to 
June  25.  1918;  82  cents  June  25,  1918  until  July  5,  1920;  (C)  Fresh 
meats. 

•Differentials  In  cents,  over  the  rates  prescribed  from  Kansas 
City  for  the  respective  periods:  (a)  Prior  to  June  25.  1918;  (b)  June 
25,  to  and  including  August  25,  1918;  and  (c)  thereafter  and  for  the 
future. 

The   Commission   should   futher   find: 

That  the  rates  on  hogs,  in  carloads,  from  Nebraska  City  to 
Oklahoma  City,  were  unreasonable  to  the  extent  that  they  exceeded 
the  following  rates. 

Single-deck  cars    Double-deck  cars 
Single-    Joint-     Single-     Jointr 

line         line         line         line 

Prior    to    June    25,    1918  48.5  52  44  46.5 

Subsequent  to  June  25,  1918  56.5  59  51  53 

That  the  rates  on  hogs,  in  carloads,  to  Fort  Worth  from  the 
points  named  in  the  following  table,  during  the  period  from  June  25. 
1918,  to  August  25,  1920.  were  unreasonable  to  the  extent  that  they 
exceeded  that  rates  set  opposite  such  points: 

Single-deck  cars  Double-deck   cars 


Sioux  City 
South   St.   Paul 
South  Omaha 
South   St.   Joseph 
Kancas  City 


Single-line    Joint-line     Single-line    Joint-line 


62.5 

68.5 

53. 

43.5 

43.5 


64. 

70. 

54.5 

45. 

45. 


53. 

63. 

47.5 

38. 

38. 


54. 

64. 

48.5 

39. 

39. 


The  foregoing  rates  on  hogs  are  subject  to  increases  authorized 
in  Increased  Rates,  1920,  supra,  and  to  the  minimum  weights  applicable 
under  the  Director  General's  scale. 


FURNITURE  POLISH  AND  MOPS 

Examiner  Howard  Hosmer,  in  a  report  on  No.  12597,  O-Sc- 
Ezy  Products  Company  et  al.,  Director-General,  as  agent,  Ann 
Arbor  et  al.,  has  recommended  the  dismissal  of  the  complaint 
on  a  holding  that  rates  from  Chicago,  to  intermediate  points 
in  transcontinental  territory,  on  furniture  polish,  in  glass,  boxed, 
and  in  metal  cans,  boxed,  mops,  and  mop  handles,  in  mixed  car- 
loads and  less  than  carloads,  are  not  unreasonable.  The  com- 
plainants sought  commodity  rates  on  the  allegation  that  the 
class  rates  were  unreasonable  in  comparison  with  commodity 
rates  on  other  articles. 


FURNITURE   POLISH   AND   MOPS 

Examiner  Howard  Hosmer  has  recommended  the  dismissal 
of  No.  12624,  O-So-Ezy  Products  Co.  et  al.  vs.  Director-General, 
Abilene  &  Southern,  et  al.,  on  a  holding  that  ratings  on  furniture 
polish,  mops  and  mop  handles,  in  the  three  classification  terri- 
tories, are  not  unreasonable  or  unduly  prejudicial. 

RATES   ON    PIG    IRON 

In  a  report  on  No.  13490,  Lycoming  Motors  Corporation  vs. 
East  Jordan  &  Southern  et  al.,  Examiner  Bronson  Jewell  has 
recommended  a  holding  that  shipments  of  pig  iron  from  East 
Jordan,  Mich.,  to  Williamsport,  Pa.,  in  March,  April  and  May, 
1920,  were  not-  misrouted,  but  that  the  rates  were  unreasonable 
to  the  extent  they  exceeded  the  aggregate  of  the  intermediates 
based  on  Toledo.  The  complainant  contended  that  a  rate  of 
15.70  should  have  been  applied,  via  Buffalo.  The  examiner  said 
that  that  combination  was  not  applicable,  but  that  the  route 
over  which  the  shipments  were  sent  was  not  the  cheapest  con- 
sistent with  the  routing  instructions  given  by '  the  shippers 
A  join  commodity  rate  of  $7.80  was  collected.  The  report  also 
covers  a  sub-number,  Same  vs.  Same. 


RATES   ON   CEMENT 

Examiner  John  T.  Money  has  recommended  the  dismissal 
of  No.  12871,  Atlas  Portland  Cement  Co.  vs.  Director-General 
as  agent,  on  a  holding  that  rates  on  cement,  from  Hannibal, 
Mo.,  to  destinations  in  Wisconsin,  Minnesota  and  North  Dakota 
between  June  25  and  August  2,  1918,  were  not  unreasonable  The 
complaint  was  against  a  double  increase  prior  to  the  time  of 
the  Railroad  Administration's  change  so  as  to  make  only  a 
single  increase  apply  on  a  combination. 

SCRAP  LEAD,  SEATTLE  TO  CHICAGO 
A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  F.  C.  Hillyer,  in  No.  13386, 
Rex  Metal  Works  vs.  Director-General,  as  agent,  Northern  Pa- 
cific, et  al.,  as  to  a  rate  of  $1.375  on  scrap  lead,  carloads,  from 
Seattle  to  Chicago.  Two  carloads,  shipped  in  July,  1919  were 
involved.  The  complainant  alleged  the  agent  of  the  originating 
railroad  misquoted  the  rate,  the  rate  given  it  being  75  cents  As 
a  matter  of  fact  it  was  $1.375  because,  when  other  scrap  metals 
which  had  been  taken  out  of  the  junk  list,  received  a  commodity 
rate  of  94  cents,  scrap  lead  was  not  transferred  to  that  list,  but 
In  class  C.  The  Commission  said  the  class  C  rate  was  un- 
reasonable and  that  reparation  should  be  made  to  the  basis  of 
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the  94  cent  rate  applicable  on  other  scrap  metals  of  higher  value 
than  lead. 


RATES  ON   LOGS 

In  a  report  on  No.  12376,  Forbes  Timber  Co.,  Inc.,  vs.  Direc- 
tor-General, as  agent,  and  Northern  Pacific,  Examiner  John  H. 
Howell  has  recommended  a  hold — that  the  rates  on  logs,  during 
federal  control,  were  unreasonable  to  the  extent  that  they  ex- 
ceeded $1.25  per  1000  feet  from  Forcamp  to  Nagrom,  Wash.; 
$2.10  from  Forcamp  to  Tacoma;  $1.80  from  Nagrom  to  Selleck; 
and  $2.125  from  Forcamp  to  Norco.  He  also  recommended 
reparation  to  the  basis  of  the  rates  named  and  the  waiving  of 
undercharges. 


RATES  ON  PETROLEUM  AND  PRODUCTS 
Attorney-Examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  12490,  National  Petroleum  Association  et  al.  vs. 
Director-General,  as  agent,  Pennsylvania  et  al.,  on  a  holding  that 
rates  on  petroleum  and  Its  products,  between  refining  points 
in  the  Oil  City  and  Warren,  Pa.  districts,  in  the  period  from 
June  25,  1918  to  February  28,  1920,  were  not  unreasonable  or 
unduly  prejudicial.  The  report  also  covers  No.  12552,  Same  vs. 
Same.  The  case  arose  over  the  fact  that  the  short-haul  rates 
were  increased  by  General  Order  No.  28  and  the  4.5  cent 
commutation,  by  great  percentages.  Gerry,  basing  his  action 
on  other  cases  in  which  the  increase!!  mentioned  were  con- 
sidered, recommended.  In  effect,  that  the  Commission  adhere 
to  Its  former  holdings. 


RATES  ON  SOFT  COAL 

A  finding  of  unreasonableneM  and  an  order  establishing 
reasonable  rates  for  the  future  has  been  made  by  Examiner 
Peter  C.  Paulson,  in  a  report  on  No.  12631,  McKell  Coal  ft 
Coke  Co.  et  al  vs.  Chesapeake  *  Ohio  et  al.  as  the  rates  on 
soft  coal  from  mines  on  the  Kanawha.  Glen  Jean  ft  Eastern  to 
destinations  on  the  Chesapeake  ft  Ohio,  and  its  connections. 
He  said  the  rates  from  the  mines  on  the  Independent  road  should 
be  held  unjust  and  unreasonable  to  the  extent  they  exceed  the 
group  rates  contemporaneously  maintained  from  branch  and 
main  line  points  on  the  Chesapeake  ft  Ohio  In  the  New  River 
district  to  the  same  destinations. 


RATE  ON   COTTONSEED  OIL 

Examiner  J.  F.  Eshelman  has  recommended  reparation  In 
No.  13438,  The  Procter  ft  Gamble  Company  vs.  Director-General, 
Atlanta  ft  West  Point  et  al.  on  a  holding  that  the  rate  charged 
on  cottonseed  oil,  from  Lakewood  Station,  Qa..  to  Guttenberg, 
N.  J..  Port  Ivory  and  New  York  on  a  large  number  of  carloads 
of  oil  shipped  between  November  1919  and  May  1920,  was 
Illegal.  Charges  were  collected  on  a  joint  commodity  rate  of 
46.5  cents,  applying  from  Lakewood  Station.  At  the  same 
time  there  was  an  export  rate  of  35  cents  from  Atlanta  and  a 
domestic  rate  of  39  cents.  The  complainant  showed  that 
those  rates  should  have  been  applied  to  shipments  from  Lake- 
wood  Station  because  It  was  "competitive  traffic"  delivered  to 
the  Louisville  ft  Nashville.  The  Examiner  agreed  with  the 
complainant  that  the  Atlanta  ft  West  Point  tariff  providing  for 
competitive  traffic.  In  the  way  mentioned,  should  have  been 
applied  and  recommended  reparation  to  the  basis  indicated. 


REPARATION  OF  LUMBER 

Examiner  J.  F.  Eshelman.  In  a  report  on  No.13468.  Will 
Schuette  Company  vs.  Director-General,  Seaboard  Air  Line  et  al. 
has  recommended  reparation  on  an  account  of  the  Imposition 
of  a  rate  on  one  carload  of  lumber  from  Omaha  to  Calrnbrook 
Pa.  In  excess  of  the  legally  applicable  rate.  Reparation  should 
be  made,  he  said,  to  the  basis  of  a  42  cent  rate.  The  lumber 
moved  In  January,  1920. 


RATES  ON   BUILDING  BLOCKS 

Attorney-Examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  13340,  Humphrey  Brick  &  Tile  Co.  vs.  Director- 
General.  Pennsylvania  et  al.  on  a  holding  that  a  rate  of  36.5 
cents  on  hollow  building  blocks  from  Brookvllle,  Pa.,  to  Wlnston- 
Salem.  N.  C.,  between  July  16,  1919  and  January  2,  1920.  was 
legally  applicable  and  not  unreasonable.  The  complainant  con- 
tended the  rate  should  not  have  exceeded  19.5  cents,  the  one  ap- 
plicable to  common  brick.  The  originating  carrier  way-billed  the 
cars  at  the  common  brick  rate  but  the  Southern  Inspection  ft 
Weighing  bureau  set  up  the  rate  to  36.5  cents.  The  Examiner 
found  that  some  of  the  shipments  were  less  than  the  carload 
minimum  of  60,000  pounds  and  said  undercharges  were  out- 
standing. 


RATES  ON  LEAD  ORE 

In  a  proposed   report  on  No.  12768,  Electric  Point  Mining 

.pany    vs.    Director-General,    as    agent.    Examiner    John    II. 

Howell  said  the  Commission  should  hold  unreasonable  rates  on 

lead  ore.  In  carloads,  from  Boundary,  Wash.,  to  Mldvale,  Utah, 


between  August  1,  1919  and  February  29,  1920,  to  the  extent 
they  exceeded  $8.80,  $9.40  and  $10.30  per  net  ton,  on  lead  ore 
not  exceeding  in  value  $25,  $50  and  $100  per  ton  respectively  and 
award  reparation  to  the  basis  of  such  rates,  which  were  those 
In  effect  concurrently  from  Northport  and  Republic,  Wash,  to 
Midvale. 

Request  for  the  Northport  basis  of  rates  was  made  in  the 
spring  of  1919  because  it  was  intended  to  begin  shipping  lead 
ore  to  Midvale  in  the  summer.  Shipments  were  begun  August 
1,  1919.  On  the  last  day  of  federal  control  the  Northport  basis 
of  rates  was  made  operative.  Approval  of  the  Howell  proposal, 
will  make  the  rates  retroactive  to  the  day  when  the  shipping  of 
lead  ore  to  Midvale  was  begun. 


COMMISSION  ORDERS 

The  Freight  Traffic  Committee  of  the  Chicago  Association 
of  Commerce  was  permitted  to  intervene  in  No.  13671,  The 
Public  Service  Commission  of  Indiana  et  al,  vs.  A.  T.  &  S.  F. 
et  al. 

The  Illinois  Coal  Traffic  Bureau  was  permitted  to  intervene 
in  No.  13793,  Perry  Coal  Co.  et  al.  vs.  B.  &.  O.  et  al. 

On  petition  of  carriers  operating  west  of  the  Mississippi 
River  the  Commission  has  reopened  for  further  hearing  the 
Memphis-Southwestern  Investigation,  No.  9702.  on  the  question 
of  fourth  section  relief.  Applications  covered  by  Fourth  Sec- 
tion Order  7542,  as  amended,  were  also  reopened  for  further 
hearing  In  so  far  as  they  relate  to  rates  on  classes  and  com- 
modities between  St.  Louis,  Mo.,  Memphis,  Tenn.,  New  Orleans, 
La.,  and  other  Mississippi  River  points,  and  points  taking  the 
same  rates  or  rates  made  with  relation  thereto,  via  routes  oper- 
ating west  of  the  Mississippi  River.  These  applications,  and  the 
reopened  Memphis-Southwestern  Investigation  will  be  heard 
June  26  at  St.  Louis  before  Examiner  Pitt.  Applications  of  the 
respondents  operating  west  of  the  Mississippi  River  for  authority 
to  maintain  rates  between  Mississippi  River  crossings  south  of 
and  Including  St.  Louis,  lower  than  rates  from,  to,  and  between 
Intermediate  points,  not  specifically  dealt  with  in  fourth  section 
order  7542,  was  likewise  assigned  for  hearing  at  the  same  time 
and  place. 

The  order  of  April  15  In  No.  11512,  Brundred  Brothers  vs. 
the  Prairie  Pipe  Line  Co.  et  al.,  has  been  modified  so  as  to  be- 
come effective  August  15,  on  ten  days'  notice  instead  of  July  1C 
on  thirty  days'  notice. 

The  Traffic  Bureau  of  the  Davenport  Chamber  of  Commerce, 
Western  Flour  Mill  Branch  of  the  International  Milling  Com- 
pany, Davenport  Elevator  Company,  Merchants  Elevator  Com- 
pany, and  Purity  Oats  Branch  of  the  American  Hominy  Com- 
pany obtained  permission  to  intervene  In  No.  13000,  Board  of 
Railroad  Commissioners  of  the  State  of  South  Dakota  vs.  Chicago 
ft  North  Western  et  al. 

The  order  in  No.  12178,  City  of  Aberdeen,  S.  D..  vs.  Director- 
General,  as  agent,  C.  ft  N.  W.  Ry.  et  al.,  entered  February  i:i, 
1922,  has  been  further  modified  so  as  to  become  effective  July 
13  instead  of  June  13. 

The  National  Petroleum  Association  and  Western  Petroleum 
Refiners'  Association  were  permitted  to  Intervene  in  No.  11154, 
Sligo  Iron  Store  Company  vs.  Western  Maryland  Railway,  Di- 
rector-General et  al.,  for  the  purpose  of  being  heard  on  oral 
argument. 

The  Commission  has  reopened  for  further  hearing  No.  9966, 
Hudson  Mule  Co.  et  al.  vs.  L.  &  N.,  Director-General,  et  al.,  and 
docketed  therewith.  It  has  also  suspended  until  further 

Its  order  entered  in  those  cases  July  12,  1921,  and  fourth 
order  8035. 

The  Commission  has  reopened  for  further  hearing  No.  11552, 
East  Tennessee  Packing  Co.,  Inc.,  vs.  Director-General,  Southern 
Railway,  et  al.  Fourth  section  order  8159  was  suspended  until 
the  Commission's  further  order. 

Upon  petitions  of  the  East  Side  Manufacturers'  Association 
and  the  St.  Louis  Chamber  of  Commerce  the  Commission  has 
reopened  for  further  hearing  No.  11388,  Public  Service  Commis- 
sion of  Indiana  vs.  A.  T.  ft  S.  F.  et  al. 


PETITIONS    FOR    REHEARING,    ETC. 

A  rehearing  in  No.  12562,  Caratens  Packing  Company  vs. 
Director-General,  Camas  Prairie  et  al.,  has  been  asked  by  the 
complainant. 

Complainant  In  No.  13110,  The  Minneapolis  &  St.  Louis 
Railroad  Company  vs.  Peorla  &  Pekln  Union  Railway,  has 
asked  the  Commission  to  grant  a  rehearing  and  reargument  of 
that  case. 

Defendants  in  No.  11950,  Minnesota  &  Ontario  Paper  Co. 
et  al.  vs.  Northern  Pacific  et  al.,  and  cases  docketed  therewith, 
have  asked  for  a  rehearing  of  those  cases  with  respect  to  rep- 
aration awarded  In  the  Commission's  decision,  66  I.  C.  C.  571. 


TOLEDO  TERMINAL  BONDS. 

The  Toledo  Terminal  Railroad  Co.  has  applied  to  the  Com- 
mission for  authority  to  sell  $321.000  of  Its  first  mortgage  5% 
per  cent  gold  bonds  to  its  proprietary  linos  at  91.78.  The  bonds 
represent  expenditures  for  additions  and  betterments. 
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WAGE  CUTS  CAUSE  STRIKE  TALK 

B.  M.  Jewell,  president  of  the  railway  employes'  department 
of  the  American  Federation  of  Labor,  the  strongest  organization 
among  the  shop  laborers,  June  1  issued  a  statement  at  Cincinnati, 
where  the  leaders  of  the  railroad  labor  organizations  were  In 
session,  in  which  the  decision  of  the  Labor  Board  in  the  matter 
of  wages  for  shop  workers  was  characterized  as  "almost  crimi- 
nal." Mr.  Jewell  said  the  decision  would  have  two  effects:  first, 
the  fostering  of  the  belief  among  the  railroad  workers  that  the 
Labor  Board  Is  "a  body  created  to  help  railroads  carry  out  their 
labor  policy,"  and  second,  the  lowering  of  the  morale  of  the 
workers  so  that  the  Individual  will  do  "the  least  he  can  get  away 
with." 

In  concluding  his  statement,  the  labor  leader  said  that  ac- 
ceptance or  rejection  of  the  decision  rested  with  the  members  of 
his  organizations.  A  strike  vote,  he  said,  was  being  taken,  re- 
turnable June  30. 

Mr.  Jewell  charged  the  board  with  ignoring  the  evidence  sub- 
mitted and  with  aiding  the  carriers  in  swelling  their  net  income. 
The  decision,  he  said,  was  not  only  unjust,  but  was  hastily  and 
Improperly  gotten  up.  He  said: 

By  no  stretch  of  the  facts  can  this  decision  be  justified.  It  la 
obvious  that  the  decision  was  not  reached  through  any  consideration 
of  the  merits  as  contained  In  the  evidence  submitted.  This  is 
clearly  apparent  In  the  text  which  accompanies  the  substantive  part 
of  the  decision.  I  am  astounded  that  a  body  of  the  board's  prestige 
and  dignity  should  be»willing  to  send  out  such  a  hastily  dressed  up 
and  obviously  unfair  apology  for  the  rates  of  pay  awarded. 

The  employes  cannot  help  noticing  the  contrast  between  their 
losses  and  the  Increasing  profits  of  the  railroads.  The  payroll  losses 
of  the  shop  crafts  since  1920,  as  the  result  of  decisions  and  lay-offs, 
amount  to  at  least  $350.000.000,  on  the  basis  of  authoritative  figures 
from  the  Interstate  Commerce  Commission  and  the  'Labor  Board. 
Similarly  the  maintenance  of  way  employes  are  losing  at  the  annual 
rate  of  over  1300.000,000.  Altogether  the  policy  of  reductions  in 
wages  and  in  forces  has  taken  from  the  employes  at  least  $750,000,000. 
Such  a  reduction  in  payrolls  makes  the  10  per  cent  reduction  in 
railroad  rates,  totalling  a  saving  to  the  public  of  about  $400,000,000. 
look  pretty  small.  Someone  is  pocketing  the  difference. 

Perhaps  we  can  find  a  part  of  the  difference  in  the  reports  which 
are  coming  in  from  the  railroads,  showing  their  financial  performance 
during  the  first  four  months  of  the  year.  Fifty-four  carriers  from 
whom  we  could  find  published  returns  show  a  net  income  for  the 
four  months  of  $152,708,784.  A  year  ago  23  of  this  group  showed  a 
deficit  totalling  $20.631,404,  while  the  others  earned  a  net  income  of 
only  $62,645,176,  leaving  a  balance  of  slightly  over  $42,000,000  for  the 
group.  No  wonder  the  Commission  stated  in  Its  recent  report  on  re- 
ductions in  rates,  that,  with  unchanged  rates,  earnings  would  be- 
fore the  end  of  the  year  be  running  far  beyond  5  per  cent. 

In  discussing  the  belief  that  the  board  is  partial,  that  he 
thinks  will  now  spread  among  the  workers,  Jewell  said  he  did 
not  subscribe  to  that  Idea  but  that  he  was  powerless  to  avert 
the  acceptance  of  it  as  the  truth.  However,  he  said,  the  A.  F. 
of  L.  never  favored  the  institution  of  the  board  and  the  present 
decision  was  accepted  as  a  "confirmation"  of  their  attitude  at  the 
time  the  law  was  framed.  The  fact  that  the  board  is  a  branch 
of  the  government,  the  union  head  feels,  will  tend  to  make  the 
men  dissatisfied  with  the  government.  "They  cannot  feel  that 
such  a  government  is  their  government.  To  them  it  will  appear 
the  employers'  government,"  said  he. 

Jewell  said  the  lowering  of  morale  would  take  place  among 
all  railroad  workers,  not  only  among  the  shop  workers.  "Man- 
agement gets  just  what  it  pays  for,"  he  said.  "If  it  pays  a  man 
the  least  it  can  get  away  with,  the  man  gives  the  least  he  can  get 
away  with."  Continuing,  he  said: 

The  railroads  would  not  expect  to  get  two  tons  worth  of  steam 
producing  heat  out  of  one  ton  of  coal.  But  they  are  just  stupid 
enough  not  to  see  that  this  applies  to  human  energy  as  well.  Low 
wages,  such  as  those  which  will  result  from  the  decision,  are  not 
economical. 

Railroad  employes  cannot  view  these  decisions  separately.  The 
rates  of  pay  form  a  structure  In  which  all  are  interested.  The  highest 
paid  man  must  be  ready  to  fight  for  a  just  wage  for  the  lowest  paid 
man.  for  his  rate  is.  in  the  last  analysis,  based  upon  It.  We  all  knew 
what  was  coming  when  the  board  told  unskilled  labor  In  the  main- 
tenance of  way  department  that  Is  must  for  the  future  support  its 
families  on  starvation  wages.  You  can't  build  a  Just  wage  structure 
on  an  unjust  foundation. 

Great  expense,  Jewell  said,  was  borne  by  the  workers  to  col- 
lect and  to  present  to  the  board  the  "facts." 

"Then,"  he  continued,  "a  decision  is  thrown  at  us  which  does 
not  rest  on  a  consideration  of  those  facts." 

The  statement  concluded: 

Does  the  board  think  that  a  further  decrease  of  7  cents  an  hour, 
handed  out  without  comment  on  the  crying  needs  which  must  go 
unsatisfied,  is  a  sufficient  answer  to  these  families  and  to  the 
hundreds  of  thousands  of  families  whom  they  stand  for?  It  Is  very 
nearly  criminal  for  a  government  body,  charged  with  maintaining 
Just  wages  in  a  great  Industry,  to  determine  wages  without  reaching 
at  least  a  tentative  conclusion  as  to  the  family  needs  which  such 
a  wage  must  meet. 

How  Is  the  Labor  Board  going  to  answer  the  children  for  the 
setting  of  wages  which  do  not  permit  of  the  buying  of  sufficient  food? 
How  will  It  give  account  of  Its  stewardship? 

Final  decision  as  to  the  acceptance  or  rejection  of  the  decision 
rests  with  the  membership  of  the  organizations  which  compose  the 
department.  A  strike  vote  is  now  being  sent  out,  returnable  June  30. 

Rail   Head*  Not  Impressed 

Presidents  of  the  western  railroads  took  cognizance  of  the 
continued  strike  talk,  June  7,  to  the  extent  of  holding  a  meeting, 


in  Chicago,  and  issuing  a  statement  in  which  the  strike  rumors 
were  said  to  be  emanating  from  the  labor  leaders^  and  in  which 
it  was  said  the  men  have  been  expecting  cuts  in  wages  and  have 
made  preparations  for  them.  The  statement  called  attention  to 
the  fact  that  readjustments  in  the  wages  of  railroad  employes 
were  not  begun  until  long  after  the  wages  in  outside  industries 
had  suffered  severe  cuts.  It  was  signed  by  the  following  presi- 
dents: H.  E.  Byram,  C.  M.  &  St.  P.;  Hale  Holden,  C.  B.  &  Q.; 
W.  H.  Finley,  C.  &  N.  W.;  J.  E.  Gorman,  C.  R.  I.  &  P.;  C.  H. 
Markham,  Illinois  Central;  and  S.  M.  Felton,  C.  G.  W.  The 
statement  was  as  follows: 

Threats  of  a  strike,  made  by  leaders  of  the  railroad  labor  unions, 
are  appearing  with  such  frequency  in  the  newspapers  that  the  time 
seems  opportune  for  Questioning  the  soundness  of  their  talk.  There  is 
a  very  good  reason  for  doubting  whether  the  men  themselves — that  is, 
the  railroad  employes — really  are  in  sympathy  with  resistance  to  the 
decisions  of  the  Labor  Board.  The  truth  is  that  the  men  have  been 
expecting  a  reduction  in  their  wages  and,  as  would  be  the  case  among 
any  other  body  of  intelligent  men,  they  have  made,  or  are  making 
preparations  to  meet  the  new  scale.  There  is  no  talk  of  strike  among 
the  men.  The  disturbing  statements  read  by  the  public  are  prepared 
by  leaders  of  the  unions,  whose  viewpoint  has  been  distorted  by 
months  of  effort  before  the  board  to  resist  the  inevitable  downward 
trend  of  wages.  The  employes,  on  the  other  hand,  are  in  the  main 
sincerely  Interested  in  taking  care  of  their  jobs  and  their  homes,  and 
few  employes  in  any  industry  have  more  good  reasons  for  doing  so. 

B.  M.  Jewell,  spokesman  for  these  railroad  labor  unions,  has 
severely  criticised  the  decision  of  the  Labor  Board  awarding  the 
reduction  in  wages  of  shop  employes.  Jewell  says  the  decision  will 
cause  employes  to  believe  the  board  is  "not  an  impartial  court  created 
to  dispense  justice,  but  a  body  created  to  help  the  railroads  carry  out 
their  labor  policy."  He  attacks  the  wage  award  also  on  the  ground 
that  the  proposed  scales  are  lower  than  the  minimum  required  to 
support  the  average  family  according  to  American  standards.  The 
constant  allusion  to  "average  families"  is  misleading.  The  average 
family  is  no  different  now  than  it  was  before  the  war,  and  compari- 
sons are  being  made  on  that  basis.  It  should  not  be  forgotten  that 
the  men  in  railroad  service  work  under  much  more  favorable  condi- 
tions than  in  outside  shops  and  industries.  Indeed,  no  class  of  men 
doing  such  work  in  any  industry  has  better  homes  and  surroundings. 

The  existence  and  the  policy  of  the  Labor  Board  have  benefited 
railroad  employes,  because  the  board  has  prevented  these  reductions 
in  wages  until  long  after  the  wages  of  men  doing  similar  work  in  other 
industries  had  been  cut. 

The  public  should  not  overlook  the  fact  that  in  deciding  the  pro- 
posed wages  of  these  employes,  maintenance  of  way  and  shop,  the 
Labor  Board,  which  is  a  government  body,  said:  "After  the  reduc- 
tions made  under  this  decision  •  •  •  these  employes  on  the  rail- 
roads will  still  be  receiving,  as  a  rule,  a  wage  in  excess  of  that  paid  to 
similar  employes  in  other  industries."  The  board  held,  in  its  opinion, 
that,  measured  by  the  present  cost  of  living,  the  average  hourly  wages 
of  machinists,  for  instance,  after  July  1,  will  still  have  10  per  cent 
more  purchasing  power  than  in  December,  1917;  those  of  car  men 
46  per  cent  more  purchasing  power,  and  those  of  common  labor  45% 
per  cent  more.  That  is  to  say,  measured  by  the  cost  of  living,  their 
wages  will  still  be  these  percentages  higher  than  at  the  end  of  1917. 

The  records  show  that  the  proposed  scale  of  wages,  for  the  classes 
of  employes  involved  in  the  two  wage  reduction  orders  already  issued, 
would  practically  restore  the  scale  in  effect  at  the  end  of  federal 
control  in  1920,  which  carried  an  increase  for  these  employes  of  119 
per  cent  over  the  wages  paid  in  1916.  The  cost  of  living  as  shown  by 
the  Department  of  Labor  for  March,  1922,  was  42  per  cent  above  1916. 
The  railroads  propose  no  hardships  for  their  men  in  these  reductions 
of  pay.  When  wages  were  raised  in  July,  1920,  more  than  $720,000,000 
at  one  time,  an  amount  unheard  of  In  wage  scales  up  to  that  time,  not 
a  word  was  uttered  by  the  leaders  of  the  railroad  labor  unions.  But 
now,  when  the  roads  and  the  Labor  Board  propose  adjustments  to 
bring  their  wage  scale  more  nearly  to  the  level  paid  for  the  same  kind 
of  work  in  other  industries,  strike  threats  are  heard. 

The  important  fact,  which  should  not  be  overlooked  by  the  public 
because  it  may  have  a  very  important  bearing  upon  its  business  and 
comfort,  is  that  whereas  rates  reductions  amounting  to  more  than 
$250,000,000  have  been  ordered  by  the  Interstate  Commerce  Commis- 
sion, the  cut  in  wages,  according  to  the  decisions  thus  far  rendered 
amounts  to  only  $110,000,000. 

These  reductions  in  wages  of  railway  employes  simply  mean  that 
they  must  bear  some  part  in  the  readjustments  made  necessary  by 
changed  business  conditions.  Farmers  and  business  men  have  been 
compelled  to  accept  lower  prices.  The  railways,  having  not  yet 
emerged  from  a  serious  financial  crisis,  have  been  ordered  to  make 
reductions  In  rates  which  they  cannot  stand  without  reductions  of 
their  wages  and  other  expenses. 

To  leave  railway  wages  on  their  present  high  basis  would  be  to 
make  railway  employes  a  favored  class  at  the  expense  of  shippers  and 
all  other  classes  of  people,  including  other  working  men. 

Strike  Talk  Continues 

News  dispatches  from  Cincinnati,  -where  the  heads  of  eleven 
railroad  labor  unions  have  been  in  conference  for  more  than  a 
week,  indicate  that  a  protest  against  the  Labor  Board's  wage 
cuts  is  to  be  sent  to  President  Harding.  A  committee  was  ap- 
pointed, with  B.  M.  Jewell  as  chairman,  to  draft  a  suitable  letter. 

E.  H.  Fitzgerald,  president  of  the  clerks'  and  freight  han- 
dlers' union,  on  whose  call  the  Cincinnati  meeting  was  held,  is 
preparing  to  issue  orders  for  a  similar  vote  as  soon  as  the  board's 
decision  covering  his  classes  of  workers  is  announced.  That 
will  be  within  a  week,  it  was  thought,  and  it  is  practically  cer- 
tain that  it  will  involve  cuts  in  rates,  although  it  has  been 
suggested  by  some  that  they  will  not  be  as  heavy  as  those 
suffered  by  the  shop  mechanics. 

Jewell,  when  the  statement  issued  by  the  western  carriers 
alleging  the  strike  talk  to  be  a  product  of  agitation  by  labor 
leaders  was  shown  to  him,  again  pointed  out  that  the  wages  of 
shop  workers  under  the  new  scale  would  not  permit  the 
worker  and  his  family  to  live  under  "decent  human  standards." 
A  similar  answer  to  the  presidents'  statement  was  issued  by  a 
local  labor  organization  connected  with  the  Chicago  &  North 
Western,  in  which  it  was  said  that  any  action  taken  by  the 
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executive  council  of  the  railway  employes'  department  would 
"be  backed  up  by  the  employes." 

The  possibility  of  a  strike  among  the  shop  and  maintenance 
workers  and  the  clerks  has  caused  no  noticeable  anxiety  among 
either  carriers  or  shippers.  It  has  been  pointed  out  that  these 
three  general  classes  would  have  to  go  out  in  force  and  would 
have  to  stay  out  for  a  considerable  length  of  time  before  an 
actual  interruption  of  traffic  would  take  place.  The  most  that 
anything  short  of  a  unanimous  strike,  by  both  the  organized 
and  unorganized  members  of  those  classes,  would  mean,  would 
be  the  curtailment  of  some  service  and  a  certain  amount  of 
inconvenience. 

Leaders  of  the  unions  involved  had  fostered  the  thought 
that  the  train  service  brotherhoods  or  the  switchmen  could  be 
persuaded  to  back  them  up  in  a  strike.  That  possibility,  how- 
ever, practically  vanished  when  W.  G.  l>-e  was  re-elected  president 
of  the  Brotherhood  of  Railroad  Trainmen,  at  the  convention  of 
that  organization  in  Toronto  last  week.  It  was  known  that 
strenuous  efforts  were  being  made,  by  that  faction  of  the  brother- 
hood that  favored  closer  alliance  with  the  A.  F.  of  U,  to  defeat 
Lee.  and  his  election  was  a  victory  for  those  who  favored  the 
policy  of  "no  entangling  alliances." 

The  Brotherhood  of  Locomotive  Firemen  and  Knglnemen.  in 
convention  at  Houston,  Tex.,  this  week,  abandoned  their  policy 
of  remaining  aloof  from  politics,  and  as  the  first  act  under  their 
new  policy,  passed  a  resolution  In  which  the  local  lodges  of 
the  organization  were  urged  to  work  against  the  re-election  of 
Harding  as  President  In  1924. 

It  was  said,  at  the  offices  of  the  Labor  Board,  that  some 
delay  might  be  expected  in  the  promulgation  of  the  decision 
covering  the  wages  of  telegraphers.  It  was  pointed  out  that  the 
wages  of  this  class  varied  so  (really  on  different  roads  and 
In  different  localities  that  it  was  hardly  thought  possible  a  de- 
cision could  be  gotten  ready  in  time  to  be  made  effective  July 
1,  when  those  covering  other  classes  are  to  go  into  effect. 

Tliin  announcement  also  had  a  dampening  effect  on  the 
strike  talk,  since  the  moat  serious  disability  under  which  the 
carriers  could  labor,  short  of  a  walkout  of  train  service  or 
switchmen,  would  be  an  absence  of  telegraphers.  Until  It  is 
known  whether  or  not,  and  to  what  extent,  the  telegraphers  will 
be  cut.  no  strike  vote  Is  possible  among  that  class. 

The  day  for  the  return  of  the  strike  ballots  of  the  shop 
crafts  was  moved  up  from  June  SO  to  June  25  and  Mr.  Jewell 
also  announced,  June  9.  there  would  be  a  meeting  of  the  execu- 
tive council  of  the  railway  employe*'  department.  In  Chicago, 
June  24,  to  tabulate  the  returns  from  this  vote.  The  rales  of  the 
organization  give  the  council,  consisting  of  90  general  chairmen, 
the  right  to  declare  a  strike  if  two-thirds  of  the  membership 
vote  In  favor  of  one. 


SHOP  WORKERS'  WAGES  CUT 

Wages  of  railroad  shop  workers  were  cut  In  amounts  rang- 
ing from  $50  to  $225  annually,  by  a  decision  of  the  Railroad 
Labor  Board,  handed  down  June  6.  The  cuts  range  from  2  to  9 
cents  an  hour,  and  are  to  become  effective  July  1.  Based  on 
the  average  number  of  shop  workers  In  the  employ  of  the  car- 
riers in  December.  1921.  and  January  and  February,  1922,  the 
carriers  will  save  approximately  $59.000,000  a  year  under  the 
decision.  Added  to  the  saving  of  $49.000,000,  made  by  the  re- 
ductions In  the  wages  of  common  labor  ordered  by  the  board 
last  week,  a  total  annual  saving  to  the  carriers  of  $108,000,000 
will  result  from  the  two  decisions. 

The  actual  cuts,  as  contained  In  the  decision,  were  as  fol- 
lows: Freight  carmen,  9  cents,  leaving  their  wages  on  a  level 
4  cents  lower  than  those  In  effect  In  February.  1920;  regular 
and  helper  apprentices  and  helpers  of  nil  classes.  7  cents,  leav- 
ing their  wages  2  cents  lower  than  In  February,  1920;  car  clean- 
en.  5  cents,  resulting  wage  10*4  cent."  lower  than  In  February, 
1920;  machinists,  boilermakers.  electricians,  passenger  carmen 
and  others  of  those  classes.  7  cents,  leaving  their  wages  2 
cents  under  the  February,  1920,  level. 

Interstate  Commerce  Commission  figures  for  February,  1922. 
the  latest  available.  Indicate  that  there  are  290,182  men  em- 
ployed by  the  carriers  that  fall  Into  the  classes  designated 
above.  Normally,  however,  their  number  Is  between  450.000  and 
500.000  and  It  Is  hoped  that  the  reductions  granted  will  result 
In  the  re-employment  of  a  large  number  of  equipment  main- 
tenance men  who  have  been  laid  off,  on  account  of  the  railroads' 
policy  of  retrenchment.  In  the  last  year  and  a  half. 

Workers  classed  as  machinists,  boilermakers.  blacksmiths. 
etc.,  are  the  largest  group  affected,  numbering  126,855.  Helpers 
and  apprentices  come  next,  with  116,701.  Freight  carmen  num- 
i.26B  and  car  cleaners  12.728  Supervisory  forces,  to  the 
number  of  9,637.  were  not  cut,  and  their  wages  will,  after  July 
1.  remain  on  a  level  5  cents  higher  than  in  February,  1920. 
All  figures  are  from  reports  of  the  Commission  for  February, 

mi 

The  decision  nets  out.  In  a  convenient  table,  percentages  of 
Increase  In  hourly  wage*.  In  the  cost  »f  living  and  in  the  pur- 
chasing  power   of   earnings,   since   1917      According   to   the   de- 
ns drawn  by  the  board,  the  purchasing  power  of  the  wages 


of  a  machinist  will  still  be  6.9  per  cent  greater  under  the  new 
scale  than  it  was  in  May,  1920.  Significant  portions  of  the 
decision  are  as  follows: 

Remain  Higher  than  Outside  Industries 

In  this  case,  the  Labor  Board  finds  it  just  and  reasonable  under 
the  law  and  the  evidence  to  make  the  following  schedule  of  de- 
creases per  hour: 

Supervisory  forces,  whether  paid  by  the  month  or  by  the  hour, 
no  decrease. 

Machinists,  boilermakers.  blacksmiths,  sheet  metal  workers,  elec- 
trical workers,  carmen  (except  freight  carmen),  moulders,  cupola 
tenders  and  coremakers.  including  those  with  less  than  four  years' 
experience,  all  crafts,  7  cents. 

Freight    carmen.    9   cents. 

Regular  and  helper  apprentices   and  helpers,   all  classes,   7  cents. 

Car  cleaners,  5  cents. 

The  Iwibor  Board  Is  of  the  opinion  that  after  the  reductions  made 
tinder  this  decision,  shop  employes  on  the  railroads  will  still  be  re- 
ng,  as  a  rule,  a  wage  in  excess  of  that  paid  to  similar  employes 
In  other  industries. 

The  foregoing  table  of  decreases  has  the  effect  of  maintaining 
the  uniform  rates  for  the  respective  classes  which  were  continued  by 
decisions  2  and  147.  It  will  be  noted  that  the  differential  between 
freight  carmen  and  the  other  classes  has  been  increased  2  cents  per 
hour  by  providing  a  decrease  of  9  cents  per  hour  for  this  class  as 
compared  with  7  cents  per  hour  for  the  other  crafts  named.  The 
board  recognizes  that  there  are  certain  branches  of  carmen's  work 
that  requires  the  service  of  skilled  mechanics  and  for  the  classes  so 
considered  this  decision  provides  a  decrease  of  7  cents  per  hour.  It 
Is,  however,  believed  that  the  work  of  freight  carmen  Is  not  of  a 
character  which  requires  the  service  of  men  as  skilled  as  in  the  other 
branches  of  work  coming  within  the  scope  of  carmen's  work;  there- 
fore, the  differential  between  the  minimum  rates  of  freight  carmen 
and  of  the  other  shop  crafts  under  this  decision  will  be  Increased  to  7 
cents  per  hour,  which  It  is  felt  is  just  and  reasonable,  considering  the 
character  of  service  performed  and  the  rates  of  pay  and  working  con- 
ditions applicable  to  this  class  of  employes  prior  to  the  Issuance  of 
any  wage  order  by  the  Railroad  Administration. 

It  will  be  further  noted  that  no  decrease  is  provided  herein  for 
supervisory  forces.  The  board,  after  due  consideration,  feels  that  the 
duties  and  responsibilities  of  these  positions  are  of  such  a  character 
as  to  warrant  the  maintenance  of  the  present  rates. 

Based  upon  the  evidence  before  the  board,  the  statistical  depart- 
ment of  the  board  has  made  a  study  of  the  comparative  purchasing 
power  of  the  wage  herein  fixed  for  certain  of  the  shop  crafts  and  the 
purchasing  power  of  the  wage  paid  such  employes  on  the  railroads  In 
Decemlx-r.  1'jl".  Immediately  prior  to  government  control  of  the  car- 
riers: in  January.  1920,  just  prior  to  the  termination  of  federal  con- 
trol: on  Mav  1.  1920.  the  effective  date  of  decision  No.  2;  on  July  1, 
1921.  the  effective  date  of  decision  No.  147;  and  in  March,  1922.  The 
results  of  these  studies  are  as  follows: 

Average   Hourly   Rates  in  Cents 

Machinists  Carmen 

December.    1917    60.6  S7.7 

January.    1920    72.3  68.0 

May.   1920   85.J  81.0 

July.   1921    77.S  7S.O 

Under  present  decision    70.1  64.4 

Percentage  of  Increase  In  Average  Hourly  Rates  Over  December,  1917 

January.    1920    4S.2  80.4 

May.    1920    68.9  114.6 

July,    1921 5S.O  :•••<•• 

I'mler  present  decision S9.2  70.8 

!'•  rcentage  of  Increase  In  Cost  of  Living  Over  December,  1917 

January.    1920    40.0 

May.    1920    52.0 

July.   1921    26.7 

March.  1922   (latest  available,   government  data)    17.2 

Percentage  of  Increase  In    Purchasing   Power  of   Earnings   of   Subse- 
quent Dates  as  Compared  with  December,   r.tlT 

January.    1920    2.J  28.9 

May.   1920    11.1  41.2 

Julv.    1921    20.8  62.8 

Under  present  decision    18.8  45.7 

Although  average  hourly  earnings  of  machinists  are  below  the 
earnings  after  decision  No.  2  was  applied  by  15  cents  per  hour,  their 
value  Is  6.9  per  cent  greater  due  to  the  decrease  In  the  cost  of  living. 

The  average   hourly   earnings  of  carmen   are   below   the   earnings 
decision  No.  2  was  applied  by  16.6  cents  per  hour,  but  their  value 

._  per  cent  greater  for  the  same  reason. 

The  cost  of  living  figures  set  out  In  the  foregoing  tables  have  been 
compiled  from  the  reports  of  the  United  States  Department  of  Labor 
and  are  for  the  latest  date  for  which  such  data  are  available. 

Labor    Members    Dissent 

As  was  the  case  in  the  decision  on  maintenance  labor  wages, 
the  three  labor  members  of  the  board,  A.  O.  Wharton,  Albert 
Phillips,  and  Walter  McMenimen,  appended  to  the  shop  craft 
decision  a  lengthy  dissenting  opinion.  Allegations  that  the  wages 
prescribed  In  the  decision  would  not  take  care  of  the  "human 
needs"  of  the  shop  worker  were  made,  and  the  majority  mem- 
bers were  scathingly  called  to  time  for  alleged  failure  to  do  their 
duty  under  the  law.  The  dissent,  24  pages  in  length,  was 
summed  up  In  the  following  language: 

The  wage  structure  for  the  transportation  Industry  which  Is  being 
built  up  In  this  series  of  decisions  rests  upon  no  consideration  of  the 
human  needs  of  the  employes  nffertetl.  These  human  needs  were  net 
forth  by  data  and  witnesses  at  the  reeent  hearings  with  compelling 
force.  The  majority  have  not  considered  the  evidence  on  this  point, 
nor  hnve  thev  met  the  Inane  rnlsed.  Their  failure  to  give  this,  the  most 
vital  element,  consideration  and  to  Inform  the  public  Impartially  on 
the  subject,  vitiates  the  whole  decision. 

The  evidence  submitted  In  the  present  hearings  tended  to  show 
that  an  Income  based  on  the  77-cent-per-hour  rate  does  not  enahlo 
representative  shop-craft  families,  with  the  most  economical  manage- 
ment, to  procure  enough  food  for  their  families,  or  to  maintain  their 
own  efficiency. 

The  rates  of  pny  contained  In  the  award  being  Insufficient  to  pro- 
vide for  a  family  of  five,  tend  to  substantiate  the  position  taken  by 
management  to  the  effect  that  wages  need  not  be  established  with 
reference  to  the  needs  of  a  family  of  this  size. 

The  failure  of  the  majority  to  consider  the  real  merits  of  the  cnae 
has  created  a  wage  structure  which  has  no  relation  to  any  existing 
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standards.     Bn»ed  on  evidence  in  possession  of  the  Labor  Board,   the 
minimum  for  the  Industry  should  hav.-  l>.-.-n  nothing  less  than  60  cents 
P.T  hour       Without,    for  the  moment,   questioning   the   Justice   of  th 
.llnVrentlals   resulting    from    the    majority    decision,    this   would    place 
th.    in. •.h.ini.-H-  nit--  m  least  as  high  n«  S7  cents  per  hour 

Tl»-  ordering  of  a  larger  decrease  In  the  case  of  freight  carmen  I* 
unjust    and    wholly    Inconsistent    with    former    decision    of    the    Laoo 
Board.     In  ordering  such  a  change,    th,    majority   disregard    the   fact 
that  any  dlnVrem-e  In  skill  which  mn>   .  xlst  has  been  already  provided 
for  In  the  r,-rvnt  differential,  whi.-h  ,lat. .-  from  the  dura  of  the  Rail- 
road   Administration.     Tlu-y    also   disregard    the    fact    that    under   th 
classification  rules  of  the  hoard  freight  carmen  are  mechanics  and  as 
such  are  entitled  to  the  minimum  rate  for  mechanics. 

The  rates  of  pay  established  In  this  decision  will  mean  to  the 
employes  affected  lower  purchasing  power  and  lower  standards  as 
mparrd  with  pre-war  years.  From  December.  1917.  to  the  present 
decision,  inclusive,  the  maintenance  of  equipment  forces  have  suirerea 
a  constant  deficit,  their  wanes  at  till  times  failing  to  keep  pace  with 
living  costs.  The  figures  cited  by  the  majority  to  the  contrary  effect 
are  "  misrepresentation  of  the  true  facts  as  to  the  relative  earnings 

°The  'savings  to  the  railroads,  as  a  result  of  the  decisions  of  the 
Labor  Board  and  of  the  lay-off  of  men.  far  exceed  anything  Justified 
by  the  savings  to  the  public  In  reduced  rates  The  employes  covered 
by  this  decision  alone  have  had  their  payroll  cut  to  the  extent  of 
$371  817  996  per  year,  as  hereinafter  set  out.  based  on  number  of  em- 
ploye, n  service  as  of  December,  1917,  while  the  total  payroll  cms 
due  to  decUlonB  alone  total  half  a  billion  dollars.  During  the  last  six 
months  of  1921  the  total  payroll  slash,  including  the  lay-offs,  was 
running  at  the  annual  rate  of  $1.300,000.000.  This  diminished  Purchas- 
ing power  of  the  employes  as  a  group  appears  in  strong  contrast  with 
th"  increasing  prosperity  of  the  railroads  noted  by  the  Interstate _Com- 
merce  Commission  in  Its  recent  opinion  and  by  the  financial  Press. 

The  increasing  antithesis  between  profits  and  Just  wages  will 
result  In  lower  morale  among  the  railroad  employes;  thus  the  present 
wage  reductions  will  nottresult  in  economies  and  will  prove  contrary 
to  the  real  needs  of  efficient  and  economical  management. 

The  majority  have  failed  to  carry  out  the  function  for  which  the 
Labor  Board  was  created.  Such  decisions,  containing  no  explanation 
of  the  process  by  which  the  majority  arrive  at  the  rates  established, 
g  ve  the  public  an  Impression  that  these  rates  are  not  founded  upon 
a  careful  consideration  of  the  facts.  A  strong  contrast  is  Presented 
with  the  decisions  of  other  wage  boards,  not  only  in  this  country, 
but  In  other  parts  of  the  world,  as  well  as  with  the  decisions  of  the 
Interstate T  Commerce  Commission,  which  show  the  public  at  con- 
siderable length  how  the  evidence  was  weighed  and  the  conclusions 

reached^  ^  ^  transportation  act  it  is  the  clear  duty  of  the 

board-  First  to  act  as  a  constructive,  impartial  body  In  providing 
means  whereby  railroad  employes  can  have  their  legitimate  human 
needs  satisfied  without  recourse  to  stoppages;  and,  second,  to  en- 
lighten the  public  so  that  through  the  disordered  state  of  unregulated 
Industry  and  the  confusion  of  propaganda  they  shall  be  able  to  see 
the  real  facts  as  they  affect  the  body  politic.  The  decision  in  question 
fulfills  neither  of  these  duties. 

There  are  several  allusions  in  this  summary  that  have 
caused  comment.  The  flrst  is  the  mentioning  of  "this  series  of 
decisions."  which  gives  rise  to  the  thought  that  reductions  may 
also  be  expected  in  the  wages  of  clerks,  telegraphers,  and  such 
other  minor  classes  as  have  not  as  yet  been  disposed  of  by  the 
board. 

In  the  last  paragraph  of  the  summary  of  the  dissent,  men- 
tion was  made  of  "recourse  to  stoppages,"  leading  to  the  belief 
that  the  labor  members  of  the  board  consider  the  strike  talk  now 
In  circulation  of  some  consequence.  No  one  of  the  dissenters 
would  explain  the  meaning  of  the  phrase,  however,  beyond  say- 
Ing  that  the  dissent  meant  "exactly  what  it  said." 


PENNSY-LABOR  BOARD  CASE  HEARD 

Not  only  Is  it  the  contention  of  the  Pennsylvania  Railroad 
that  It  may  Impose  such  qualifications  as  it  may  see  fit  on  the 
men  to  be  elected  to  represent  the  workers  in  conferences  with 
the  management,  but  it  Is  the  position  of  the  carrier  that,  under 
the  transportation  act,  new  scales  of  wages  and  new  working 
rules  may  be  put  into  effect  without  conference  being  held  at 
all.  This  definition  of  the  road's  interpretation  of  the  law  was 
made  at  the  hearing  on  the  Labor  Board's  appeal  of  the  recent 
district  court  opinion,  holding  the  board  not  within  its  power 
In  prescribing  regulations  for  the  holding  of  elections  to  de- 
termine the  representatives  of  employes  on  the  Pennsylvania,  by 
C.  B.  Helserman,  general  counsel  for  the  road,  in  Chicago, 
June  2. 

The  question  arose  when  the  court  interrupted  the  argument 
of  T.  J.  Scofield,  In  behalf  of  the  carrier,  in  which  it  was 
advanced  that  the  Pennsylvania's  insistence,  that  only  employes 
of  the  road  be  elected,  was  reasonable. 

'The  question  is  not  whether  the  restriction  was  an  equita- 
ble one,"  said  Judge  Baker,  presiding,  "but  whether  the  Penn- 
sylvania had  the  right  to  impose  any  restrictions.  Do  you  con- 
tend that  your  railroad  could  say,  for  instance,  that  no  one 
could  be  elected  who  had  not  been  In  the  employ  of  the  road 
at  least  ten  years?" 

"I  think  I  can  answer  the  question,"  said  Mr.  Heiserman, 
"by  saying  that  we  think  we  can  negotiate  rules  and  fix  wages 
with  the  aid  of  any  employes  we  see  fit,  or  without  any  aid 
whatsoever.  Our  point  Is  that,  as  the  law  reads,  a  grievance 
exists  only  after  rules  that  are  onerous  have  been  imposed,  and 
that  the  employes  have  redress  with  the  board  only  when  such 
a  grievance  exists.  We  do  not  attack  the  jurisdiction  of  the 
board  as  a  body  for  compulsory  arbitration,  but  we  do  contend 
that  no  grievance  can  exist  bpfore  a  cause  for  one — namely, 
unjust  rules  or  Inequitable  wages  has  been  created." 

Scofleld,  in  his  argument,  referred  to  the  assertion  of  W.  T. 


Riter,  assistant  United  States  attorney-general,  that  Judge 
Page's  opinion  had  upheld  the  contentions  of  the  Pennsylvania 
on  some  points  and  had  held  against  the  road  on  others. 

"Opposing  counsel  evidently  referred  to  the  lower  court's 
opinion  as  to  the  constitutionality  of  the  law,"  said  Mr.  Sco- 
field. "As  a  matter  of  fact,  our  only  contention  of  unconstitu- 
tlonality  was  that  a  law  that  said  what  the  Department  of 
Justice  has  been  contending  this  law  says  would  be  unconstitu- 
tional. Since  Judge  Page  upheld  our  interpretation,  his  holding 
of  the  constitutionality  is  as  much  In  our  favor  as  any  other 
part  of  the  opinion." 

Blackburne  Esterline,  In  closing,  compared  the  present  liti- 
gation to  a  suit  to  enjoin  the  President  from  delivering  a  mes- 
sage to  Congress. 

"Congress  and  the  government  are  on  trial  here,'  he  said. 
"The  Supreme  Court  has  held,  on  many  occasions,  that  officers 
of  the  government  must  be  assumed  to  be  acting  in  accordance 
with  right  and  duty. 

"We  detect  what  we  consider  an  inconsistency  in  the  opin- 
ion of  the  lower  court,"  he  continued.  "The  court  held  that 
the  board's  decisions  were  merely  advisory.  Enjoining  advice 
is  extraordinary  legal  procedure.  If  the  board's  decisions  are 
merely  advisory,  there  is  nothing  to  restrain." 

BOARD  TAKES  OVER  CONTRACT  CASES 

In  compliance  with  the  request  made  by  the  executive  coun- 
cil of  the  railway  employes'  department  of  the  A.  P.  of  L.,  at  a 
conference  with  members  of  the  Labor  Board  last  week,  the 
board,  June  7,  assumed  jurisdiction  of  disputes  regarding  the 
contracting  of  car  and  locomotive  repair  work  on  the  following 
railroads:  Bangor  &  Aroostook,  Boston  &  Albany,  C.  C.  C.  &  St. 
L.;  Pere  Marquette;  Southern  Pacific  Lines  in  Texas  and  Louisi- 
ana; Western  Maryland.  These  disputes,  and  those  already  be- 
fore the  board,  involving  the  Erie,  Chicago  Great  Western, 
Michigan  Central  and  New  York  Central,  will  be  heard  by  the 
board  June  26.  The  dispute,  involving  particularly  the  contract- 
ing of  the  New  York  Central's  shop  at  Elkhart,  will  be  heard 
June  9. 

With  regard  to  the  disputes  on  the  21  roads  already  heard, 
the  board  said  consideration  would  be  begun,  in  executive  ses- 
sion, June  8.  It  declined  the  request  of  the  union  heads,  that 
the  carriers  be  directed  to  restore  the  status  quo,  prior  to  the 
hearing  of  the  dispute. 

"In  the  decision  of  the  contract  case  on  the  Indiana  Harbor 
Belt,"  the  board  said,  "we  declared  that  each  contract  case  must 
rest  upon  its  own  facts  and  circumstances,  and  we  do  not  de- 
sire now  to  take  action  inconsistent  with  that  declaration,  by 
appearing  to  condemn  in  advance  of  hearing  any  of  the  contracts 
involved.  The  early  date  set  for  the  remaining  cases,  coupled 
with  the  fact  that  the  decision  In  the  Indiana  Harbor  Belt  case 
at  least  established  the  main  principles  involved  in  the  contract 
system,  would  seem  practically  and  substantially  to  subserve  the 
interests  and  rights  of  the  employes." 


BRIBERY  BILL  PASSED 

The  Traffic  World  Washington  Bureau 

Without  a  word  of  debate,  the  House  has  passed  H.  R.  10159 
for  the  protection  of  interstate  and  foreign  commerce  from 
bribery.  The  measure,  which  has  been  sent  to  the  Senate,  is 
intended  to  cover,  among  other  things,  the  taking  or  giving  of 
bribes  in  connection  with  preferential  freight  car  service.  The 
bill,  however,  does  not  specifically  refer  to  bribery  of  railway 
employes.  A  detailed  discussion  of  the  bill  and  its  purpose  was 
containetd  in  The  TratBc  World  of  February  11,  p.  330,  under 
the  heading,  "Protection  From  Bribery,  Etc." 


HOCH  AND  SWEET  BILLS 

The  Traffic  World   Washington  Bureau 

Bruce  Scott,  counsel  for  the  Burlington,  this  week  continued 
his  statement  before  the  House  committee  on  interstate  and 
foreign  commerce  on  the  Hoch  and  Sweet  bills  providing  for 
repeal  of  section  15a  and  modification  of  section  13  of  the  in- 
terstate commerce  act.  Mr.  Scott  went  into  great  detail  in  his 
discussion  of  the  Shreveport  doctrine  and  of  the  effect  of  enact- 
ment of  the  proposed  legislation  as  viewed  by  the  railroads. 

PREVENTION   OF   POLLUTION 

The  House  this  week  passed  a  joint  resolution  (297)  request- 
ing the  President  of  the  United  States  to  call  a  conference  of 
maritime  nations  with  a  view  to  the  adoption  of  effective  means 
for  the  prevention  of  pollution  of  navigable  waters  by  oil-burn- 
ing and  oil-carrying  steamers  by  dumping  into  such  waters  of 
oil  waste,  fuel  oil,  oil  sludge,  oil  slop,  tar  residue,  and  water 
ballast. 


Regular  subscribers  for  The  Traffic  World,  when  in 
Washington,  D.  C.,  may  obtain  copies  of  the  magazine 
at  our  Washington  office  in  the  Colorado  Building. 
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COMMISSION  TO  ISSUE  NO  ORDER 

Tkt  Trufc  World   H'ashingtcit  Bureau 

The  Commission,  according  to  Chairman  McChord,"  is  not 
contemplating  issuing  an  order  in  the  1922  reduced  rate  case, 
because  the  carriers,  with  one  or  two  exceptions  that  mean 
nothing,  have  said  they  would  put  into  operation  rates  in  com- 
pliance with  the  views  of  the  Commission.  The  chairman  said 
he  knew  of  nothing  on  which  the  western  carriers,  or  Mr.  Felton, 
of  the  Chicago  Great  Western,  could  base  an  impression  that 
the  Commission  had  any  thought  of  putting  out  an  order  even 
If  the  carriers  acquiesced  in  the  suggestions  of  the  Commission. 
Officials  of  the  Commission  having  to  do  with  the  practical 
operation  of  the  machinery  of  rate-making  would  regret,  Just 
as  much  as  would  the  railroads  In  the  western  district,  the  Issu- 
ance of  an  order  directing  the  railroads  to  put  into  operation 
rates  averaging  10  per  cent  lower  than  those  authorized  in  Ex 
Parte  74.  They  agree  with  Mr.  Felton  that  an  order  would 
freeze  the  rates  and  make  it  difficult,  if  not  Impossible,  to  deal 
with  situations  that  might  arise  in  connection  with  the  efforts 
of  the  carriers  to  comply  with  the  views  expressed  in  the  de- 
cision. 

The  Denver  &  Salt  Lake  Is  the  only  carrier  that  has  defi- 
nitely announced  that  it  will  not  reduce  its  rates.  Its  receiver 
has  said  that  he  would  deem  such  an  order  directed  to  him 
to  be  the  taking  of  property  without  due  process  of  law.  That 
road  has  been  losing  money  every  month  since  its  construction 
and  only  In  one  year  did  it  meet  Its  operating  expenses.  It  has 
so  little  connection  with  other  railroads  that  its  failure  to  com- 
ply, it  is  believed,  could  have  no  material  effect.  Owing  to  that 
fact  and  the  fact  that  it  is  making  less  than  Its  operating  ex- 
penses, it  Is  considered  a  moral  certainty  that  the  declaration 
of  Its  receiver  will  not  cause  the  issuance  of  an  order.  The 
Commission,  so  far  as  can  be  known  now.  cares  nothing  about 
the  Implied  flouting  of  its  views  by  the  receiver— certainly  not 
to  the  extent  of  being  willing  to  go  into  court  about  the  matter. 
A  complete  scheme  for  making  operative  the  10  per  cent 
reduction  advised  by  the  Commission  In  its  report  on  the  re- 
duced rate  case,  has  been  worked  out  by  a  committee  of  the  tariff 
publishing  agents  and  the  traffic  division  of  the  Commission.  On 
account  of  the  vast  amount  of  physical  labor  Involved,  the  Com- 
mission has  given  the  carriers  six'  n  permission  No. 
59060.  authorizing  them  to  publish  the  reduced  rates  on  three 
days'  notice  Instead  of  ten.  as  stated  In  the  report. 

Reductions  are  to  be  accomplished  by  means  of  master 
tariffs  such  as  were  used  In  making  the  10  per  cent  reduction 
on  agricultural  products  January  1-  Kach  road,  or  Its  tariff 
publishing  agent,  will  file  a  master  tariff  showing  the  present 
rates  and  what  they  will  be  after  the  operative  date.  That  is 
to  say.  In  one  column  the  master  tariff  will  show,  for  instance, 
that  the  present  rate  is  11.00  but  that  the  rate  after  the  effective 
date  will  be  90  cents.  The  filing  of  the  master  tariff  Is  the  first 
step. 

Attaching  a  special  supplement  to  each  live  tariff  or  sched- 
ule will  be  the  second.  That  special  supplement  will  refer  to 
the  master  tariff  and  the  rates  therein  contained  as  substitutes 
for  those  shown  in  the  tariff  or  schedule  to  which  the  special 
supplement  may  be  attached. 

A  third  class  of  publications  will  be  filed.  They  will  be 
supplements  to  cover  rates  which  have  been  cut  since  August 
26.  1920,  but  not  so  much  as  10  per  cent.  They  will  specifically 
Khow  the  reduced  rates.  Not  all  rates  reduced  since  August  26, 
1920.  by  amounts  less  than  10  per  cent  will  be  so  supplemented. 
The  tariff  men  who  conferred  with  the  officials  of  the  traffic  sec- 
tion said  that  where  the  reduction  made  by  a  10  per  cent  cut 
would  be  small,  the  10  per  cent  cut  will  be  made  regardless  of 
the  fact  that  the  reduction  since  August  26,  1920,  will  be  more 
than  10  per  cent,  but  that  when  the  rates  so  cut  are  reissued 
they  will  be  raised  to  the  basis  of  10  per  cent  under  the  rates 
Of  August  26.  1920. 

A  large  number  of  questions  as  to  the  application  of  rates 
has  come  to  the  Commission.  A  favorite  question  Is  as  to 
whether  the  cut  will  apply  to  the  rates  established  under  au- 
thority of  I.  and  S.  No.  1303.  The  answer  Is  yes.  Another  ques- 
tion that  has  been  asked  frequently  Is  as  to  whether  the  reduc- 
tion will  apply  to  class  rates  between  trunk  line  and  New  Eng- 
land. Increased,  after  August  26.  1920,  under  authority  given 
when  the  Anderson  scale  was  made  operative  in  New  England. 
The  answer  to  that  Is  also  yes.  The  authority  for  the  affirma- 
tive answer,  made  by  officials  of  the  traffic  division  when  the 
question*  were  asked.  Is  paragraph  (c).  page  736  of  the  decision 
in  which  the  <  nmmliwlon  said  the  "present  rates"  were  to  be 
d**med  as  having  been  made  pursuant  to  Ex  Parte  74.  "where, 
pursuant  to  decisions  by  us.  rates  or  charges  shall  have  been 
rhanef<l  Hi  nee  August  26.  1920."  except  an  to  the  changes  made 
In  th«  Western  Grain,  National  Livestock  and  Southern  Hard- 
wood Lumber  Traffic  Association  cases.  The  three  cases  men- 
tioned as  exceptions  called  for  reductions  In  rates  and  the  Com- 
mission did  not  intend  to  have  the  10  per  cent  reduction  or- 
dered In  this  case  to  apply  to  them. 


General  fourth  section  relief  in  connection  with  the  10  per 
cent  reduction  the  carriers  are  to  make  under  special  permis- 
sion No.  59060  was  granted  in  fourth  section  order  No.  8200, 
based  on  application  No.  12229.  In  their  application  the  carriers 
said  they  could  not  make  the  reductions  in  the  time  and  manner 
prescribed  in  the  special  permission  without  creating  or  aggra- 
vating contraventions  of  the  two  clauses  of  the  fourth  section. 
The  relief  given  is  as  follows: 

It  la  ordered,  Thar  all  carriers  operating  In  official,  southern 
and  western  classification  territories  be,  and  they  are  hereby, 
authorized  to  establish  reduced  rates  as  prescribed  in  Reduced 
Hates,  1922.  68  I.  t '.  c'..  K76  (Docket  13293)  in  the  manner  provided 
in  Special  Permission  No.  59060  without  observing  the  provisions 
of  the  fourth  section,  provided  that  such  fourth  section  depar- 
tures as  may  be  created  or  Increased  in  publishing  the  said  re- 
duced rate*  shall  be  corrected  when  the  schedules  containing;  the 
said  reduced  rates  are  reissued  as  provided  in  Special  Permission 
No.  59060.  except  that  where  the  said  carriers  may  be  required 
by  specific  orders  of  the  Commission  to  revise  any  of  the  said 
rates  or  charges  In  particular  situations  before  the  schedules 
eontalsdosj  any  of  the  said  reduced  rates  or  charges  would  ordi- 
narily be  reissued  under  the  terms  of  Special  Permission  No. 
59060.  the  fourth  section  relief  contained  herein  shall  auto- 
matically expire  upon  the  effective  date  of  such  specific  orders 
of  the  Commission. 

Simplification  of  tariffs  is  a  subject  near  the  hearts  of  the 
commissioners,  not  only  those  directly  Involved,  but  all  mem- 
bers of  the  Commission.  That  fact  has  been  impressed  on  the  tariff 
publishing  agents.  Railroad  traffic  men  are  also  much  interested. 
Many  of  them  have  indicated  to  the  officials  of  the  tariff  section 
of  the  Commission's  division  of  traffic  they  are  in  full  sympathy 
with  the  movement,  even  if  some  tariff  publishing  agents  appear 
to  be  indifferent  Traffic  executives  do  not  relish  having  it  pub- 
lished that  hardly  two  of  them  will  interpret  some  of  the  compli- 
cated tariffs  in  the  same  way.  They  are  not  in  sympathy  with 
the  tariff  men  who  insist  that  tariffs,  in  their  present  form,  are 
easily  read  by  those  who  really  need  to  know  how  to  read  them, 
and  that  simplification  would  not  mean  anything  to  such  persons. 
It  Is  admitted  that  the  man  who  continually  uses  a  Leland  tariff, 
for  instance,  has  a  reasonable  ground  for  believing  he  knows 
what  it  means.  But  it  is  contended  that  men  who  know  how  to 
read  Spelden's  tariffs,  because  they  work  with  them  all  the  time, 
when  put  up  against  a  Leland  tariff,  cannot  be  certain  they  know 
they  have  obtained  the  proper  rate  unlesjs  or  until  they  have  con- 
sulted those  who  continually  use  the  publication  of  the  South- 
western lines. 

It  is.  therefore,  likely  that  simplification  will  come  up  in 
connection  with  the  reissue  much  more  prominently  than  here- 
tofore. George  H.  Ingails,  traffic  vice-president  of  the  New  York 
Central,  has  advised  the  Commission  that  the  carriers  Intend  ap- 
pointing a  committee  to  confer  with  the  tariff  men  of  the  Com- 
mission on  that  subject.  He  desired  to  know  what  men  had 
been  designated  by  the  Commission  to  work  on  that  subject.  None 
had  been  appointed  but  Mr.  Ingalls  was  told  to  have  the  railroad 
men  appointed  to  confer  with  the  tariff  section  of  the  division 
of  traffic  without  waiting  for  any  designation  of  men  by  the 
Commission. 


WESTERN  TRAFFIC  MEN  MEET 

Western  carriers,  working  Independently  of  those  In  the 
East,  arrived  at  practically  the  same  conclusions  as  their  eastern 
brethren,  as  to  the  best  way  of  going  about  issuing  tariffs  in 
conformity  with  the  Commission's  decision  In  the  reduced  rate 
oanr  The  meeting  of  western  traffic  officers  lasted  nearly  two 
days  and  resulted  In  a  tentative  set  of  plans,  the  working  out 
of  which  depends  on  the  attitude  the  Commission  takes  toward 
the  proposals. 

As  the  tariff  officers  of  the  western  roads  see  it,  they  will 
be  compelled  to  work  their  forces  to  the  utmost  even  to  Issue 
such  a  master  tariff  as  is  proposed  by  the  eastern  carriers,  and 
the  necessary  supplements  covering  specific  live  tariffs  and 
special  supplements  to  take  care  of  rates  In  which  there  have 
been  reductions  not  exceeding  10  per  cent  since  August  26,  1920. 
Anything  more  than  that  before  July  1  is  out  of  the  question, 
it  was  said,  because  many  of  the  tariff  departments  have  boon 
working  nights  on  regular  work.  The  permission  granted  by 
the  Commission  to  file  tariffs  on  three  days'  Instead  of  the 
usual  ten  days'  notice,  it  was  said,  would  help  some,  but  not 
to  an  extent  sufficient  to  allow  of  more  detailed  tariffs  than 
those  proposed  being  Issued  before  the  effective  date  prescribed 
In  the  order. 

Meanwhile,  tariff  compiling  and  Issuing  forces  are  holding 
themselves  In  readiness  immedlatPly  to  begin  work  on  the 
blanket  supplements  If  and  when  the  Commission  accepts  the 
ideas  of  the  carriers. 

C.  E.  Spens,  vice-president  in  charge  of  traffic,  C.  B.  &  Q., 
was  selected  to  present  the  plans  of  thp  western  carriers,  with 
regard  to  tariff  publication  to  accomplish  what  the  Commission 
ordered  In  the  reduced  rates  case,  to  the  Commission.  He  is 
chairman  of  a  committee  which  numbers  among  Its  members 
representatives  of  practically  every  large  line  in  the  West 
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VALUATION  BILL  PASSED 

Tht  Traffic  World   Washington  Bureau 

Congress,  by  passing  the  act  amending  section  19a  of  the 
interstate  commerce  act,  the  House  having  passed  the  Senate 
bill  late  June  2,  has  placed  Us  stamp  of  approval  on  the  conten- 
tion of  the  Commission  that  the  valuation  act,  with  respect  to 
land  values,  commanded  a  consideration  of  matters  beyond  the 
possibility  of  "rational  determination." 

Just  what  the  effect  of  the  passage  of  the  act  will  have  on 
the  valuation  work  is  regarded  as  somewhat  problematical  In 
view  of  the  attitude  taken  by  the  Commission.  John  E.  Benton, 
general  solicitor  of  the  N.  A.  R.  U.  C.,  which  association  battled 
with  the  Commission  for  amendment  of  the  valuation  section 
as  to  ascertaining  and  reporting  the  so-called  reproduction  cost 
of  carrier  lands,  In  a  bulletin  to  members,  declared  "billions  of 
fictitious  value"  might  have  been  created  if  the  statute  had  re- 
mained unchanged. 

However,  the  Commission  Is  believed  to  have  given  little,  If 
any,  weight  to  the  element  of  value  involved,  In  the  tentative 
valuation  reports  It  has  served  since  it  was  mandated  by  the  Su- 
preme Court  of  the  United  States  in  the  Kansas  City  Southern 
case  to  carry  the  law  into  effect.  The  railroads  have  recognized 
that  fact  but  took  the  position  that  even  if  the  Commission  made 
the  required  estimate  and  then  disregarded  it  in  fixing  the  final 
value  in  a  given  case,  the  question  of  whether  or  not  the  Com- 
mission had  given  proper  weight  to  the  element  of  value  could 
be  taken  to  the  courts. 

Counsel  for  the  carriers  in  the  hearings  on  the  bill  asserted 
that,  if  the  bill  should  pass,  the  result  would  be  that  the  carriers 
would  go. to  the  courts  and  that  if  their  position  were  sustained, 
the  Commission  would  have  to  reopen  every  valuation  case.  The 
state  commissioners,  however,  believe  the  railroads  are  going  to 
contest  every  Inch  of  ground  in  the  valuation  proceedings  any- 
way, and  that  the  question  as  to  excess  cost  of  carrier  lands  Is 
only  one  of  many  questions  that  the  courts  will  .be  called  on  to 
settle  before  the  valuation  work  is  completed. 

Representative  Newton,  of  Minnesota,  had  charge  of  the  bill. 
He  said  the  measure  sought  to  amend  in  two  vital  particulars  the 
valuation  act  of  1913. 

"There  is  no  more  opportune  time  for  considering  such  legis- 
lation than  the  present,"  said  he.  "Everyone  is  complaining  of 
the  present  high  freight  rates  and  their  detrimental  effect  upon 
business  and  industry.  In  approaching  this  question  of  rates 
it  must  be  remembered  that  the  courts  have  held  from  time  Im- 
memorial that  rates  must  be  just  and  reasonable  to  both  the 
carrier  and  the  shipper.  In  an  endeavor  to  arrive  at  what  Is  a 
just  and  reasonable  rate  and  what  will  bring  a  fair  return  the 
question  of  the  value  of  the  property  used  for  carrier  purposes  is 
most  Important." 

Enactment  of  the  transportation  act  with  its  rule  of  rate 
making,  Mr.  Newton  added,  furnished  an  additional  reason  for 
obtaining  the  true  worth  and  value  of  railroad  property.  Ex- 
plaining the  purpose  of  the  bill,  he  said: 

The  first  section  of  the  valuation  act  requires  the  Commission  to 
define  in  detail  as  to  the  property  used  for  carrier  purposes  the  fol- 
lowing: 

A.  Original  cost. 

B.  Cost  of  reproduction  new. 

.    Cost  of  reproduction  less  depreciation. 

The  present  bill  seeks  to  so  word  this  paragraph  as  to  make  it 
not  to  apply  to  land.  This  is  done  by  inserting  after  the  word  "prop- 
erty" the  words  "other  than  land." 

The  second  paragraph  requires  the  Commission  In  its  report  to 
state  In  detail  and  separately  from  improvements  the  following: 

A.  Original  cost  of  all  land,  etc.,  used  for  carrier  purposes  as  of 
time  of  dedication  to  public  use. 

B.  Present  value  thereof. 

C.  Separately,    original    and    present    cost    of   condemnation    and 
damages  or  purchase  in  excess  of  such  original  cost  or  present  value 

This  bill  seeks  to  amend  this  paragraph  by  doing  away  with  the 
necessity  of  ascertaining  anything  but  the  original  cost  and  present 
value  of  the  land.  This  is  done  by  inserting  a  period  after  "present 
value  of  the  same"  and  striking  out  the  remainder  of  the  paragraph 
and  Its  reference  to  "excess  of  cost  of  acquisition." 

The  passage  of  the  valuation  act  was  followed  by  the  decision  of 
the  Supreme  Court  In  the  Minnesota  Rate  case,  which  will  be  found 
in  Two  hundred  and  thirtieth  United  States,  page  352.  In  this  opinion 
the  court  condemned  this  principle  of  the  excess  of  the  cost  of  acquisi- 
tion of  real  property  as  a  basis  of  value  for  rate-making  purposes. 
I  quote  from  the  decision  of  the  court  herewith: 

'The  company  would  certainly  have  no  ground  for  complaint  if  it 
wore  allowed  a  value  for  these  lands  equal  to  the  fair  average  market 
value  of  similar  land  in  the  vicinity,  without  addition  by  the  use  of 
multipliers  or  otherwise,  to  cover  hypothetical  outlays.  The  allow- 
ances made  below  for  a  conjectural  cost  of  acquisition  and  conse- 
quential damages  must  be  disapproved." 

As  a  result  of  this  decision  the  Interstate  Commerce  Commission 
never  ascertained  this  excess  cost  of  the  acquisition  of  new  land  The 
Commission  proceeded  to  ascertain  the  value  of  the  various  railroad 
Innds  without  regard  to  this  provision.  They  so  valued  the  Kansas 
_Uy  Southern  Railway  system  and  served  a  tentative  valuation  with- 
out these  figures  vipon  that  road.  The  railroad  company  brought  man- 
damus proceedings  against  the  Commission  to  compel  the  Commission 
to  find  and  report  this  excess  cost  of  acquiring  land.  The  case  finally 
tlir-  Supreme  C-nirt.  It  will  be  found  in  Two  hundred  and 
yim!S°ud  Xnlt,cd  States,  page  178.  In  this  case  the  court  in  nowise 
qualified  Its  opinion  in  the  Minnesota  rate  case  as  to  the  unrealiability 
and  lack  of  worth  of  such  Information  for  rate  purposes  But  the 
court  said  that  "Congress  undlsputably  had  the  authority  to  impose 
upon  the  Commission  the  duty  In  question";  and  that  the  Commission 
was  not  at  liberty  to  disobey  th«  express  mandate  of  Congress,  even 


if  in  its  judgment  the  information  was  valueless  or  deficient  or  Im- 

P08SThe  CormSslrion  has  been  asking  Congress  to  change  the  law  ever 
since  that  time.  The  question  before  this  House  IB  whether  we  feel 
that  this  excess  of  cost  over  original  coet  of  acquiring  real  property 
is  a  proper  element  upon  which  to  find  value  for  rate  making  or  other 
purposed  It  must  be  remembered  that  this  amendment  applies  only 
to  land  valuation.  There  IB  ho  attempt  to  amend  the  law  as  to  per- 
sonal property  or  ns  to  Improvements  upon  the  land.  The  cost  of 
reproduction  theory  should  not  apply  to  land.  You  cannot  reproduce 
land:  neither  does  land  depreciate  with  use. 

The  courts  have  held  that  without  regard  to  the  original  cost  the 
carrier  is  entitled  to  have  the  present  value  of  his  property  considered. 
Again  I  quote  from  the  Minnesota  rate  caeca  (p.  454)  i 

"It  is  clear  that  in  ascertaining  the  present  value  we  are  not  lim- 
ited to  the  consideration  of  the  amount  of  the  actual  investment  If 
that  has  been  reckless  or  improvident,  losses  may  be  sustained  which 
the  community  does  not  underwrite.  As  the  company  may  not  be  prol 
tected  in  its  actual  investment.  !n  the  value  of  its  property  being 
plainly  less,  so  the  making  of  a  just  return  for  the  use  of  the  property 
Involves  the  recognition  of  its  fair  value  If  it  be  more  than  Its  cost. 
Properties  held  in  private  ownership,  and  it  is  that  property,  not  the 
original  cost  of  it,  of  which  the  owner  may  not  be  deprived  without 
due  process  of  law." 

This  gives  the  railroad  company,  therefore,  the  benefit  of  what  is 
known  as  the  unearned  increment,  which,  added  to  the  original  cost 
of  the  property,  equals  the  present  value  thereof. 

This  is  the  way  the  Commission  arrives  at  the  present  value  of 
railroad  land.  I  quote  from  their  decision  in  the  Texas  Midland  case: 

"The  present  value  is  arrived  at  by  ascertaining  the  number  Of 
acres  of  land  owned  or  used  by  the  carrier  for  its  purposes  as  a  com- 
mon carrier,  and  multiplying  this  acreage  by  market  value  determined 
from  the  present  market  value  of  similar  adjacent  and  adjoining  land. 
Due  allowance  is  made  for  any  particular  value  which  may  attach  by 
reason  of  peculiar  adaptability  of  the  land  to  railroad  use.  Nothing 
is  included  for  the  expense  of  acquisition,  nor  for  severance  damages, 
nor  for  interest  during  construction." 

The  railroads,  however,  are  not  content  With  present  value  as  a 
rate  basis.  They  want  the  Commission  to  take  into  consideration 
a  certain  fictitious  value  which  IB  in  excess  Of  the  present  value.  Let 
me  illustrate.  Here  is  a  railroad  right  of  way  of  100  acres.  The 
original  cost  of  acquisition  Was  $10  per  acre,  or  $1,000  for  the  tract. 
The  original  cost,  therefore,  would  be  $1,000.  To-day  the  market 
value  of  adjoining  farm  land  is  $20  per  acre.  If  there  are  100  acres 
in  the  right  of  way,  the  present  market  value  of  the  right  of  way 
is  $2,000.  This  Is  the  method  of  valuation  that  the  Supreme  Court  ap- 
proved in  the  Minnesota  rate  case.  This  is  the  valuation  method  that 
the  Commission  used  until  the  decision  in  the  Kansas  City  Southern 
case.  The  railroad,  however,  is  not  content  with  this  method  of  valua- 
tion. It  wants  to  add  to  this  what  it  would  cost  now  to  condemn  100 
acres  from  this  farming  country,  now  worth  double  its  original  value. 
This  present  value  would  not  be  there  if  there  had  not  been  a  rail- 
road. There  could  not  have  been  a  railroad  without  the  railroads 
originally  acquiring  the  land  upon  which  the  road  was  built,  and  the 
cost  of  acquisition  of  this  land,  of  course,  is  already  figured  in  the 
value  not  only  as  to  the  original  cost,  but  in  the  present  value,  for 
the  present  value  is  made  up  in  part  by  the  original  cost  of  acquisi- 
tion. Of  course,  there  is  no  question  but  what  to-day  if  the  railroad 
wanted  an  additional  acre  it  might  possibly  cost  much  more  than  %20 
per  acre  to  acquire  this  particular  tract.  This  would  depend  alto- 
gether upon  the  circumstances.  There  is  no  way  of  telling  who  would 
sell  fairly  or  unfairly.  One  man  might  force  the  railroad  to  the  ex- 
pense of  condemnation  proceedings  and  another  might  not.  It  is  all 
speculative  and  mere  guesswork.  To  arrive  at  it  you  must  assume 
that  where  there  is  a  railroad  there  is  none.  One  thing  is  certain:  The 
present  value  of  farm  land  is,  in  part,  due  to  the  railroad,  which 
originally  acquired  its  land  from  the  adjoining  farm  land.  If  there 
were  no  farms,  there  would  be  no  railroads.  One  is  dependent  upon 
the  other.  The  cost  of  acquisition,  as  I  have  said,  is  already  figured 
in  in  arriving  at  the  present  value  of  the  land. 

Mr.  Newton  submitted  figures  on  the  Kansas  City  Southern 
system  showing  original  cost  of  the  land  at  $2,701,711;  present 
value,  $4,496,283;  excess  above  present  value,  $4,362,566;  and 
present  value  plus  excess,  $8,858,851.  If  the  law  were  not  changed, 
he  contended,  the  railroad  would  be  able  to  have  considered  a 
valuation  of  at  least  $8,858,000.  He  said  that  system,  however, 
was  not  satisfied  with  that  figure,  but  wanted  the  excess  above 
present  value  figured  at  $9,000,000.  Pointing  out  that  the  pres- 
ent value  of  railroad  land  is  $2,000,000,000,  he  said  that  if  a 
mulitiplier  of  2  were  used  by  the  Commission  in  fixing  the  ex- 
cess cost,  the  value  would  be  $4,000,000,000,  and  if  3  were  used, 
$6,000,000,000.  Arguing  from  that  premise,  he  said  that  on  the 
fair  return  of  5%  per  cent  just  fixed  by  the  Commission,  addi- 
tional revenue  of  $115,000,000  would  be  required  if  a  multiple 
of  2  were  used,  and  $230,000,000  if  a  multiple  of  3  were  used. 

"This  Congress  should  not  countenance  in  any  way  the 
gathering  and  consideration  of  this  guesswork  information  un- 
der a  doctrine  which  is  unsound  in  every  way  and  which,  if 
applied,  will  mean  multiplied  and  unjustifiable  burdens  upon 
our  people,"  Mr.  Newton  concluded. 

Representative  Merritt  of  Connecticut  spoke  against  the  bill. 
He  said  he  hoped  the  House  would  note  that  the  language  pro- 
posed to  be  eliminated  did  not  provide  that  the  Commission 
should  find  the  present  cost  of  condemnation  and  damages  as 
the  value  of  the  property,  but  that  it  simply  required  that  that 
element  of  value  should  be  stated  separately,  and  such  consid- 
eration given  it  in  determining  final  value  as  it  was  entitled  to. 
He  said  if  it  turned  out  that  the  railways  were  correct  in  their 
contention  that  a  proper  interpretation  of  the  Minnesota  rate 
cases  and  the  Kansas  City  Southern  case  is  that  the  information 
called  for  by  section  2  is  a  proper  element  to  be  considered  in 
fixing  final  value,  the  Commission  would  have  its  work  to  do 
•over  again.  Representative  Denison  of  Illinois  spoke  against  the 
bill.  Speeches  in  favor  of  it  were  made  by  Representatives 
Mapes  of  Michigan,  Graham  of  Illinois,  and  Hoch  of  Kansas. 

In  his  bulletin  to  members  Mr.  Benton  reviewed  the  efforts 
of  the  association  to  have  the  act  amended  as  provided  in  the 
bill.  Mr.  Benton  also  wrote  a  letter  to  President  Harding  ex- 
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plaining    briefly    the    purpose   of  the    bill    and   offering    further 
information  if  desired.     In  concluding  his  bulletin  he  said: 

This  bill  has  been  finally  paMed  because  of  the  persistent  and 
earnest  support  of  this  Association.  Th.-  activity  of  th.>  legislative 
and  Valuation  Committees  of  this  Association,  and  of  the  representa- 
tives of  the  organized  group  of  in.  in  states  that  are  active 
In  valuation  matter*,  has  been  of  the  (ti-.-iiest  aid.  particularly  the 
personal  work  of  Chairman  Webster  and  fhnirrnan  Woodiiitr  and"  their 
associate  members  of  the  re»;-  nith  rep- 
resentatives and  senators  here.  They  ar.-  entitled  to  tin-  greatest 
credit.  And  It  all  shows  that  It  pay*  to  k.  •  i>  on. 

TRAFFIC  LEAGUE  BEHIND  BILL 

Tkr  Tra/Rc  World  Washington  Bureau 

The  bill  (H.  R.  11822)  to  amend  the  interstate  commerce  act 
and  the  transportation  act.  introduced  by  Representative  New- 
ton of  Minnesota  (see  Traffic  World.  June  3.  p.  1210),  was  pre- 
pared by  Mr.  Fulbright,  chairman  of  the  legislative  committee  of 
the  National  Industrial  Traffic  League,  and  counsel  for  the 
League,  in  pursuance  to  the  action  of  the  League  at  Its  meeting 
held  In  Washington.  January  27.  1922,  according  to  Circular  No. 
439  sent  to  members  by  J.  H.  Beek.  executive  secretary. 

When  questioned  regarding  the  bill  last  week.  Mr.  Newton 
said  It  reflected  his  impressions  as  tn  what  changes  should  be 
made  In  the  Interstate  commerce  act  but  he  made  no  mention 
of  the  fact  that  the  National  Industrial  Traffic  I.enKue  was  back 
of  the  measure.  When  asked  further  about  the  bill.  J^ne  6.  Mr 

•on  said  the  bill  was  the  result  of  conferences  he  had  held 
with  the  League's  representative  and  that  It  alio  represented 
bis  views  at  this  time. 


ACTION   ON   CAPPER   BILL 

Tke   Tm*i    H'orla    It'ukimole*  Bureau 

At  an  executive  meeting  of  the  Senate  Interstate  commerce 
committee.  June  3.  Senator  LaFollette  served  notice  that  If  the 
committee  did  not  act  on  the  Capper  Mil  amending  the  trans- 
portation act  he  would  move  In  the  Senate  that  the  committee 
be  discharged  from  further  consideration  of  the  measure.  Ap- 
proval of  such  action  by  the  Senate  would  mean  that  the  Senate 
would  take  up  the  bill  directly. 

Senator  LaFolleite  wanted  a  favorable  report  made  on  the 
Capper  bill.  Senator  Cummins  wanted  some  kind  of  report. 
While  it  Is  understood  that  he  doe*  not  favor  the  Capper  bill  as 
drawn.  It  Is  believed  he  would  like  to  xee  some  slight  modifica- 
tion of  section  13  of  the  Interstate  commerce  act. 

The  other  member*  of  the  committee  present  favored  tabling 
the  bill  Indefinitely.  They  argued  that  nothing  could  be  done 
at  the  present  session,  anyway,  so  why  waste  the  time  of  pre- 
paring a  report? 

However,  the  LaFollette  throat  may  result  in  the  committee 
deciding  to  adopt  a  report  on  the  bill.  Otherwise,  a  close  watch 
will  have  to  be  kept  on  Mr  LaFcllette  he  might  make  his  mo- 
tion and  get  It  through  by  default  when  only  a  few  senators 
were  on  the  floor.  That  Is  practically  what  happened  when 
Senator  Robinson  made  a  motion,  which  was  adopted,  discharg- 
ing the  committee  from  further  consideration  of  the  mileage  book 
bill.  Senator  Cummins  then  was  placed  In  the  position  of  hav- 
ing to  accept  the  mileage  book  bill  in  some  form  because  he 
feared  that  to  fight  It  outright  would  not  be  successful.  The 
same  situation  might  he  developed  with  regard  to  the  proposed 
repeal  of  section  15-a  and  modification  of  section  IS— If  Mr.  La- 
Follette's  proponed  motion  prevailed. 


ordered  by  the  Interstate  Commerce  Commission  will  not  satisfy 
the  public." 

"The  Interstate  Commerce  Commission,"  said  he,  "did  not 
intend  a  few  weeks  ago  to  make  any  reduction,  but  the  protests 
of  the  people  were  so  great  that  something  had  to  be  done  in 
order  that  the  public  condemnation  of  the  Interstate  Commerce 
Commission  and  of  the  railroad  companies  would  subside;  but 
the  people  are  not  going  to  continue  to  stand  this  oppression. 
It  must  be  changed;  and  unless  you  Republicans,  who  have  304 
members  in  the  House  of  Representatives  to  the  Democrats' 
13ii,  and  who  have  control  of  the  United  States  Senate  and  the 
Presidency,  make  a  change  in  this  transportation  law,  the  people 
of  the  country  will  make  a  change  in  the  Congress  and  in  the 
Presidency." 


SAYS  REDUCTION  WAS  TOO  SMALL    ^^ 

Tkr  Trafe  World  WaiKnatc*  Bureau 

An  attack  on  the  10  per  cent  reduction  In  freight  rates 
prescribed  by  the  Commission  and  also  on  the  transportation 
act  was  made  by  Representative  Johnson,  of  Mississippi,  mem 
ber  of  the  Interstate  snd  foreign  commerce  committee.  In  a 
•peech  In  which  he  predicted  that  nnle«4  the  Republicans  made 
a  change  in  the  transportation  act  the  people  would  make  a 
"change  in  the  Congress  and  In  the  I'r.  -0<|en' 

"March  I.  15)19.  the  Republican  pnriv  had  full  control  of  the 
House  and  Senate."  said  he.  "That  Congress  passed  the  trans- 
portation act.  and  yon  Republicans  have  been  in  control  of  Ton 
gress  ever  since.  With  all  the  waste  and  extravagance,  graft 
and  stealing,  fraud  and  rascality  practlr.-d  »>v  the  railroads,  and 
special  privilege  generally,  no  voice  has  been  raised  to  any 
•bet  by 

After  declaring  that  he  had  voted  against  the  "Cummins- 
Esch  bill"  and  had  urged  reduction  of  freight  rates  so  that  bu*l 
nesa  could  return  to  a  normal  condition    he  said  the  Mo;i*e  , 
mittee  had  b*>en  holding  hearings  since  February  23  on  proposed 
change*  in  the  transportation  act. 

"All  these  hearings  will  amount  to  nothing  more  than  to 
the  people,  who  are  hoping  and  proving  that  this  in- 
law  will  be  repealed,  but  It  will  not  be  repealed  under 

ibllcan    nile.    bemuse   special    privilege   I*   entrenched    ;, 
never  was  before  In  the  history  of  the  country,  and  the   people 
of  th«-  country  have  to  besr  the  burden  " 

Mr.  Johnson  asserted   "the  small    reduction  of  10  per 


CAPPER  AND  SWEET  BILLS 

The  Traffic   World   tt'ashinglen  Bureau 

An  exchange  of  views  on  the  Capper  and  Sweet  bills  amend- 
ing the  transportation  act,  now  being  considered  by  the  House 
crmmittee  on  interstate  and  foreipn  commerce,  is  contained  in 
;>ondence  between  the  Trallie  and  Industrial  Committee 
of  the  Atchison  (Kan.)  Chamber  of  Commerce  and  Representa- 
tive Morh  of  Kansas. 

The  Atrhison  committee,  of  which  F.  K.  Harwi  is  chairman, 
and  of  which  R.  T.  Will. -tie.  lral!ic  and  industrial  commissioner 
of  the  Chamber,  is  a  member,  sent  a  letter  to  the  Kansas  dele- 
gation in  Congress  protesting  against  the  passage  of  the  Capper 
or  Sweet  bills.  The  committee  asserted  the  transportation  act 
should  have  a  fair  trial  before  It  was  changed;  that  the  trans- 
put lation  system  of  the  I'nited  Stales  was  essentially 'a  national 
institution;  that  as  a  concrete  proposition  the  shipper  in  the 
state  was  more  dependent  on  interstate  than  intrastale  trans- 
portation, and  that,  therefore,  his  prime  concern  was  in  the 
highest  efficiency  of  interstate  transportation. 

In  reply  Keprey.  nt;itue  Hnrh  said  so  far  as  proposing  to 
lake  away  from  (In-  Commission  all  supervision  over  intrastale 
rates,  there  was  no  probability  whatever  of  that  being  done. 

"There  Is.  however."  said  he.  "a  very  positive  and  widespread 
sentiment  In  behalf  of  legislation  clearly  staling  the  conditions 
which   mum   be  found   to  exist   before  a  stale   rate  is  set   aside. 
I    recognize   that   the   railroads   are   a   national   proposition,   and 
that    under    a    regulatory    system    there    must    he    a    very    strong 
central  control.     No  slate  should  be  permitted  to  put  into  effect 
•  ntlal   rates  to  the  substantial  damage  of  interstate  com- 
.inie  time.  I  am  not   in  sympathy  with  the  effort 
to  take  all  control  of  pur.  rates,  and  ultimately  of  local 

railway  away    from    t!  and    lodge    it  'in    Wash- 

ington." 

Mr.  lloch  Mid  he  could  not  agree  that  no  changes  should 
he  made  in  the  act.  adding  that  he  did  not  believe  section  l.r,a 
Involved  a  sound  economic  statement  of  policy.  Ills  view  was 
that  as  the  section  stands  "there  is.  practically  speaking,  con 
federation  to  be  given  only  to  the  question  of  return  on  i: 
ment." 

In  reply  to  Mr.  Hoch's  letter  Mr  Willelte  said  the  corn- 
ier.-, d  with  reierence  to  reasonable  control  over  Intra- 
state  rates  being  maintained  by  the  state  subject  to  the  juris- 
diction of  the  Commission,  but  that  It  was  Its  understanding 
that  "this  Is  all  that  the  present  transportation  act  of  1920  does, 
and  It  Is  not  our  understanding  that  an  effort  has  heen  or  Is 
being  made  to  take  all  control  of  purely  state  rates  away  from 
the  state  regulating  bodies." 

Mr.  Willette  referred  to  the  derision  of  the  Supreme  Court 
She  Wisconsin  Intrastate  passenger  fare  case  and  of  the  dis- 
cussion therein  of  the  extent  of  control  of  the  I.  C.  C.  over 
fntrastate  rates,  adding  that  the  court  had  stated  the  commit- 
tee's understanding  of  the  transportation  act  as  It  pertains  to 
the  authority  of  the  I.  C.  C.  over  slate  rates.  He  said  further 
the  Kansas  public  utilities  commission  was  today  exercising  con- 
trol over  intrastate  rates  and  was  actively  engaged  in  prescrib- 
ing reasonable  rates  for  the  future. 

Discussing  Mr.  Hoch's  stand  on  section  l.r.a,  Mr.  Wiilette 
said  the  committee  could  not  agree  that  as  the  law  stands 
"there  is,  practically  speaking,  consideration  to  be  given  only 
to  the  question  of  return  on  Investment."  lie  quoted  from 
section  15a  In  support  of  the  committee's  view  that  the  public 
was  amply  protected  because  It  provided  that  the  Commission 
"In  the  exercise  of  Its  power  to  prescribe  Just  and  reasonable 
rates"  should  take  Into  consideration  "honest,  ellicienl  and  eco- 
nomical management." 

"Too  many  of  the  economic  Ills  of  the  country  are  charged 
against  the  new  transportation  law  and  to  the  present  freight 
rate  adjustment."  said  Mr.  Willette.  "We  are  opposed  to  gov- 
ernment ownership  of  the  railroads  and  we  believe  that  If  too 
much  adverse  legislation  at  this  time  Is  brought  against  the 
carriers,  the  result  will  be  government  ownership." 
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CAR  THEFT  LEGISLATION 

Tkt   Traffic   World   Washington  Bureau 

The  bouse  has  passed  H.  R.  10768,  a  bill  to  amend  an  act 
tntitled.  "An  act  to  punish  the  unlawful  breaking  of  seals  of 
railroad  cars  containing  interstate  or  foreign  shipments,"  etc., 
which  was  approved  February  13,  1913.  The  measure  was  sent 
to  the  Senate  for  consideration.  The  new  feature  that  would  be 
added  to  the  law  by  the  bill  follows: 

Sec.  S.  That  to  establish  the  Interstate  or  foreign  commerce  char- 
acter of  any  shipment  In  any  promcutlOB  under  this  act  the  waybill 
of  such  shipment  shall  be  prima  fnrie  evidence  of  the  place  from 
which  and  to  which  such  shipment  . 

The  amendment  was  brought  forward  at  the  suggestion  of 
the  Department  of  Justice  and  others  because  of  the  difficulties 
confronted  In  prosecutions  under  the  statute  in  proving  the  inter- 
state character  of  a  shipment. 

"In  seeking  to  prosecute  under  this  statute,"  said  Representa- 
tive Volstead,  "It  is  necessary  to  make  this  technical  proof,  and 
the  government  Is  often  at  large  expense  in  getting  witnesses 
from  long  distances." 

Answering  objections  by  Representative  Johnson  of  Missis- 
sippi, Mr.  Volstead  said  that  if  a  man  had  stolen  property,  that 
fact  must  be  proved  entirely  outside  of  the  waybill. 

"He  Is  guilty,  either  under  the  state  law  or  the  United 
States  law  of  larceny,"  said  he.  "The  evidence  of  the  waybill 
will  simply  show  whether  he  should  be  prosecuted  in  a  state 
court  or  a  federal  court." 

Declaring  that  he  was  very  much  in  favor  of  the  bill,  Repre- 
sentative Green,  of  Iowa,  said: 

I  live  fn  a  large  railroad  center,  where  eight  great  trunk  lines 
come  In.  joining  that  town  and  Omaha.  A  great  area  of  that  city  Is 
covered  by  the  switch  yards  of  those  trunk  lines,  a  very  much  larger 
area  In  fact  than  the  city  proper  covers.  The  whole  police  force  of 
the  city,  if  all  went  down  to  those  switch  yards  and  did  nothing  else 
could  not  properly  police  them.  The  result  is  that  there  is  going  on 
continuously  a  series  of  thefts  from  the  railroad  companies  and  the 
railroad  companies  In  turn,  when  the  goods  are  stolen,  have  to  m.-ik.- 
up  the  loos  to  the  shippers.  I  am  unable  at  this  time  to  give  the  total 
•  nVMinU  thnt  have  been  lost  bv  the  railroads  of  this  country  by  thefts 
of  that  kind,  but  I  have  seen  It  stated,  and  my  recollection  is  thnt  it 
runs  up  to  more  than  $100,000,000  annually  that  the  railroads  have  to 
pay  the  shippers  to  make  up  the  losses  Incurred  by  reason  of  these 
thefts,  sometimes  en  route  but  more  often  In  the  switch  yards  of  the 
various  companies. 

This  loss  Is  eventually  saddled  onto  the  shippers  of  the  country  as 
a  whole.    The  railroad  company  pays,  it  for  the  time  being  to  the  Indi- 
vidual shipper,  but  In  the  long  run  It  has  to  be  added  to  the  freight 
charge.     Anyone   can   see    that   it   necessarily   must   be   added   to   the 
freight  charKe.     Tj,e  fre,ght  charge  must  be  higher.     A  man  engaged 
lumata  and  proper  business,  trying  to  get  his  goods  over  the 
ad.  has  to  pay  a  larger  amount  because  of  the  enormous  amount 
these  thefts  that  are  continually  going  on,  and  it  is  quite  difficult! 
to  make  the  proper  proof  In  certain  cases. 

Now  I  am  unable,   I  confess — and  I  have  had  considerable   exne- 
nce  In  these  matters— to  see  anything  in  the  constitutional  objection 
which  was  urged  by  the  gentleman  who  has  just  spoken  (Mr.  Johnson 
Mississippi).      Provisions   of   this   kind    are    found   In   the   criminal 
nws  in  nearly  every  state.     They  are  found  in  the  criminal  laws  of 
y  own  state  with  reference  to  other  matters.     The  gentleman  Is  In 
error  when  he  says  that  the  mere  offering  of  a  piece  of  pape?,  Uccorn" 
V.1  "e  statement  of  some  attorney  with  the  waybill,  will   be 
fhPVmnt,»,for  theK,n°urt  V>  admlt   th?   document   in   evidence      Under 
the  bill   the  waybill   must  be  properly   Identified.     Just  exactly  what 
,e  court  would   hold   would  be  proper   Identification  I  am   unable  a 
time  to  say,  as  this  measure  has  only  come  to  my  attention  a 
r«HoITent:i,bUt  the  c«»rt  would  certainly  require  some  kind  oMdeS- 
flcatlon   such   a*  would  be   required   for  any   other  document   under 
fn  £  ?'rcumlltanc.es-     The  provision  under  discussion  does  not  per- 
Uin  to  the  wrong  Itself,  which  Is  the  essence  of  the  crime    and  that 
one  reason  why  I  am  satisfied   that   the  court  will   hcJd   th"s   pro- 
f£i ~hL ?  <-"t'rely  constitutional.     It  relates  only  to  a  preliminary 
fact  which  ln_ Itself  shows  no  crime.    It  simply  shows  the  circumstance 


,Km        ,uGraham'  of  Pennsylvania,  speaking  in  favor 
li  ,1  ? ,!     ,,°nly  questlon   Involved  was  one  of  juris- 
lon,  and  that  the  time  of  the  court  was  now  wasted  on  the  im- 
iterial    question    of   jurisdiction.     He   said    enactment   of    the 
amendment  would  involve  no  constitutional  question 

Representative  Johnson  insisted  the  amendment' would  work 
ustlce  on  a  person  accused  of  stealing  under  the  act 

man   is  arrested  charged  with  having  broken  into  a 

stolen  goods  from  it  In  the  state  of  Ohio,  and  you  show 

hat  that  shipment  was  an  interstate-commerce  shipment"  said 

Mr.  Graham  In  reply,  "the  question  of  his  guilt  or  innocence  rests 

In  the  proof  of  the  material  fact,  did  he  steal  from  that  car,  and 

not  whether  It  was  a  shipment  in  interstate  commerce   for  that 

is   merely  jurldictional." 

"The  question  of  jurisdiction  may  be  minor  to  the  railroads 
but  it  is  major  to  the  man  who  is  being  tried,"  said  Mr  John- 
son. 

Representative  Montague  of  Virginia  said  the  procedure 
ollowed  was  very  expensive  to  the  government 

"Proof  step  by  step  that  the  shipment  is  interstate  commerce 
must  be  made  at  the  trial  for  larceny,"  said  he.  "A  shipment 
made,  for  example,  in  California  terminating  in  New  Jersey  or  on 
the  eastern  seaboard,  may  involve  the  expenditure  for  witnesses 
of  several  thousand  dollars.  As  a  matter  of  practice  the  proof 


relates,  except  indirectly,  to  the  jurisdiction,  namely,  the  fact 
that  the  article  alleged  to  be  stolen  is  interstate  commerce. 
Therefore  the  Government  is  put  to  enormous  cost  to  establish, 
not  the  man's  guilt  or  innocence,  but  that  the  shipment  in 
question  is  an  interstate  commerce  shipment." 

Representative  Raker,  of  California,  emphasized  the  need 
for  the  amendment  by  the  following  statement: 

Some  thiee  years  ago  the  House  appointed  me  on  a  committee  to 
go  to  East  St.  Louis  to  make  an  investigation  relating  to  interstate 
commerce  and  see  whether  or  not  the  laws  had  been  violated  In  refer- 
ence to  commerce  between  East  St.  Louis,  IU.,  and  St.  Louis,  Mo., 
regarding  the  traffic  of  persons  and  the  shipment  of  goods.  We 
found  that  there  was  a  gang  or  regular  combination  of  men  living  in 
East  St.  Louis  who  were  making  their  living  from  stealing  goods  from 
the  cars  in  Interstate  commerce  and  then  selling  them  to  other  people. 
The  fact  that  the  goods  were  in  interstate  commerce  was  a  fact  hard 
to  prove,  and  nine  out  of  ten  went  scott  free.  It  was  a  sad  state  of 
affairs  that  the  shipment  of  goods  in  interstate  commerce  should  be 
thus  handled  and  the  criminals  not  prosecuted  and  convicted.  This 
legislation  will  materially  help  to  remedy  the  situation. 

The  vote  was  214  for  and  2  against,  Representatives  John- 
son, of  Mississippi,  and  Gilbert  of  Kentucky,  being  opposed.  • 


AGRICULTURAL  INQUIRY  REPORT 

The  Traffic   World   Washington  Bureau 

"We  have  now  reached  the  point  where  it  costs  more  to  dis- 
tribute and  serve  than  it  costs  to  produce,"  Representative  Syd- 
ney Anderson,  chairman  of  the  Joint  Commission  of  Agricultural 
Inquiry,  said  this  week  in  a  forecast  cf  the  final  section  of  the 
commission's  report  which  will  be  ready  for  Congress  in  the  near 
future.  "Commodity  values  are  lost  in  a  mass  of  service  costs 
and  the  time  has  come  for  a  consideration  of  the  fundamental 
problem  of  the  ecomonic  distribution  of  the  essentials  of  living." 
Continuing,  he  said: 

The  Commission  is  convinced  that  the  problem  of  distribution 
is  one  of  the  most  Important  economic  questions  before  the  American 
people.  Only  through  its  correct  solution  can  there  be  an  equitable 
adjustment  of  the  relations  of  agriculture,  industry,  transportation, 
labor,  finance  and  commerce  as  among  themselves  and  as  correlated 
with  the  interest  of  the  public. 

We  have  found  no  single  factor  in  this  complex  price  structure, 
which  can  be  held  to  be  solely  responsible  for  the  spread  between 
producers  and  consumers.  Neither  is  the  commission  able  to  point 
out  a  remedy,  legislative  or  economic,  which  of  itself  will  reduce 
this  spread. 

The  commission  will  be  able,  however,  to  make  certain  suggestions 
which  it  believes  will  indicate  the  method  by  which  improvements 
and  economies  can  be  made  in  our  distributive  system. 

The  Joint  Commission  does  not  believe  that  Congress  can  correct 
the  faults  of  existing  conditions  and  methods  of  distribution.  We 
believe  that  the  responsibility  rests  on  the  entire  people  to  make 
such  readjustment  of  custom  and  habit  as  will  pernlit  the  develop- 
ment of  a  system  of  economic  distribution  which  will  result  In  a 
more  equitable  relationship  between  what  the  producer  receives  and 
what  the  consumer  pays. 

The  cost  of  distribution  is  made  up  of  an  endless  number  and 
variety  of  costs  of  material  and  service,  each  of  which  influences  the 
others  and  all  of  which  combine  to  make  the  price  which  the  final 
consumer  pays.  These  factors  vary  in  influence  upon  one  another  and 
upon  the  final  price  from  year  to  year  and  month  to  month  and 
even  day  to  day.  Each  of  them  is  part  of  a  complex  and  flexible 
price  structure  which  is  extremely  sensitive  to  fundamental  economic 
and  psychologic  forces  such  as  taxes,  interest  rates,  freight  rates, 
custom,  habit,  usage  and  practices  of  producers,  consumers,  manu- 
facturers and  distributive  agencies. 

Wasteful  and  uneconomic  practices  in  distribution  can  be  elimi- 
nated only  by  more  accurate  information  about  the  public's  true 
consuming  needs  on  the  part  of  manufacturers  and  distributors  and 
by  co-operation  of  purchaser,  manufacturer,  converter,  distributor 
and  consumer.  Trade  associations  and  governmental  agencies  pro- 
ducers and  labor  organizations  must  cooperate  to  find  out  the  facts 
and  then  to  apply  them  In  producing  a  more  economic  and  efficient 
relationship  between  all  elements  in  the  cycle  of  production,  manu-  i 
facture  and  distribution. 

The  distributive  situation  will  be  better  appreciated  when  con- 
sumers realize  that  out  of  41,614,248  people  engaged  in  gainful  occu- 
pations, 29,570,867  are  engaged  in  manufacture,  transportation  dis- 
tribution and  allied  activities.  There  is  hardly  a  commodity  in  daily 
use  that  does  not  reflect  the  joint  services  of  several  million  people 
All  of  us  need  to  realize  more  clearly  that  not  only  must  the  producer 
receive  proper  compensation  for  the  raw  materials,  but  that  out  of 
the  charge  for  service  along  the  way  to  the  consumer  the  men  who 
operate  railroad  trains,  the  men  who  drive  trucks,  the  men  who 
operate  machines,  the  men  who  nail  boxes,  the  men  who  wrap 
packages  and  the  men  who  make  deliveries  must  be  enabled  to 
purchase  their  share  of  the  finished  commodity  for  their  families. 
Terminal  Market  Facilities 


the 


The  movement  of  fruits  and  vegetables  has  increased  about 
fourfold  in  the  last  twenty  years  and  most  of  the  terminal  mar- 
kets have  long-  since  outgrown  their  facilities.  Chicago  furnishes 
a  conspicuous  example  of  how  things  ought  not  to  be  done.  Some 
twenty-seven  trunk  line  railroads  and  several  boat  lines  pour  in 
the  fruit  and  vegetable  supplies  for  nearly  3,000,000  people. 
These  are  chiefly  sold  in  a  section  of  five  or  six  city  blocks  on  a 
narrow  thoroughfare. 

This  market  is  wholly  inadequate  in  size,  but  the  worst  fea- 
ture of  the  situation  is  its  location  at  a  distance  of  from  two  to 
four  blocks  from  principal  rail  and  water  terminals.  Most  of 
the  fruits  and  vegetables  must  be  handled  by  wagon  or  motor 
trucks  over  rough  streets  through  the  most  congested  portion 
of  the  city.  None  of  this  carting  or  rehandling  adds  in  any  way 
to  the  value  of  the  product,  but  it  does  add  materially  to  the  cost 
of  distribution. 

At   this   market   fruits  and   vegetables   must   be   unloaded  and 
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then  reloaded  and  are  frequently  backhauled  over  the  same 
route*  by  the  dealer  purchasers.  No  inconsiderable  portion  is 
actually  carted  back  to  the  same  railroad  yard  or  depot  from 
which  It  was  taken  to  the  wholesale  market.  Obviously  mere 
relocation  of  Chicago's  wholesale  district  will  not  materially 
help  Its  unfortunate  situation.  The  city's  treat  need  Is  a  whole- 
sale railroad  terminal  for  fruits  and  v.  ...-tables  tu  which  all  car- 
riers would  have  access  and  about  which  a  sufficiently  com- 
modious wholesale  district  could  be  established. 

In  New  York,  the  greatest  need  Is  for  a  unification  of  docks. 
These  should  be  as  closely  contiguous  as  possible  In  order  to 
centralize  and  unify  the  wholesale  district,  and  there  might  be 
an  advantage  In  setting  aside  special  docks  for  the  handling  of 
given  lines  of  produce. 

Pittsburgh  Is  more  fortunate  with  respect  to  terminal  facil- 
ities for  fruits  and  vegetables  than  most  American  cities.  It 
shows  the  advantage  of  centralising  th>-  wholesale  market  about 
a  single  terminal,  with  consequent  elimination  of  cartage  and 
rehandllng. 

.ch  can  be  accomplished  in  the  direction  of  economic 
distribution  by  a  more  systematic  utilization  of  warehouses  to 
absorb  temporary  surplus  and  distribute  more  evenly  in  response 
to  consuming  demand."  the  Joint  Commission  of  Agricultural 
Inquiry  will  say  in  its  report  on  distribution,  according  to  Chair- 
man Anderson.  Continuing,  he  said: 

With  the  better  organization  and  standardization  of  farm  pro- 
duction, the  organization  of  fanners'  co-operative  associations, 
the  evolution  of  grades  more  accurately  reflecting  the  qualities 

irm  products  In  relation  '••  u»«-.  the  establishment  of  con- 
centration warehouses  at  points  within  the  areas  of  production. 
Issuing  receipts  or  certificates  which  rU-arly  Indicate  such  grades 
and  guarantee  the  physical  protection  and  quality  of  product.  It 
should  be  possible  to  develop  a  system  of  commodity  exchanges 
through  which  these  commodities  may  be  sold  and  under  which 
such  products  will  move  directly  from  areas  of  production  to 
points  of  use  under  prior  sale  without  the  necessity  of  previous 
Inspection  and  with  the  assurance  of  delivery  of  a  product  by 
grade  conforming  to  the  users'  or  connumers'  requirements. 

There  are  certain  risks  which  neither  the  producer  nor  the 
consumer  Is  willing  to  accept,  which  arc  now  assumed  by  whole- 
salers, jobbers,  and  retailers  and  which  are  reflected  In  the  price 
received  by  the  producer  and  the  price  paid  by  the  consumer.  In 
the  primary  and  terminal  markets,  commission  men.  wholesalers 
and  buyers  maintain  warehouses,  refrlu.-rators  and  facilities  f..r 
the  protection  and  conservation  of  commodities.  The  transpor- 
tation agencies  provide  facilities  for  protection  of  commodities  In 
transit.  All  of  these  activities  Involve  investment  and  operating 
expense  and  require  the  empl»ym>-nt  of  men  and  equipment 

In  the  larger  centers  railroad  terminals  are  scattered  to  an 
extent  that  makes  It  necessary  for  shippers  and  receivers  to 
transport  perishable  commodities  through  the  city  streets  with 
mmh  congestion,  delay  and  expense,  canning  an  actual  deteriora- 
tion of  perishable  products  and  numerous  duplications  of  han- 
dling. All  these  things  add  materially  to  costs  without  adding 
either  value  or  service  to  the  commodity. 

Markets  for  perlnhables  are  almost  Invariably  congested,  and 
poorly  situated  with  reference  to  ronv. -ni-nce  and  economy.  It  Is 
the  belief  of  the  Commission  that  the  la.  k  of  properly  established 
joint  terminal  markets  Is  responsible  for  extravagant  costs  In 
the  distribution  of  agricultural  products  and  that  steps  should 
be  taken  by  municipalities,  transportation  companies  and  mar- 
keting agencies  to  create  facilities  for  efficient  handling  and 
conservation  of  foodstuffs. 

The  report  will  suggest  that  through  co-operative  associa- 
tions new  economies  can  be  effected  through  greater  uniformity 
of  production  In  centralized  area*  of  production,  uniform  grades 
and  standardized  containers.  Similarly,  better  methods  can  be 
established  for  handling  by  agencies  In  local,  primary  and  ter- 
minal markets,  tending  to  create  greater  certainty  on  the  part 
of  the  receiver  and  of  the  producer  as  to  the  character  and 
condition  of  products,  and  services  Involved  In  their  distribution. 

"In  this  way,"  said  Chairman  Anderson,  "the  many  disa- 
greements which  develop  between  producers,  shippers  and  re- 
ceiver*, which  are  now  the  cause  of  a  lack  of  mutual  confidence. 


Despite  the  fact  that  April  was  the  first  month  of  the  coal  strike, 
reports  showed  an  increase  of  21,*  per  cent  in  the  number  of  cars 
loaded  with  all  commodities,  compared  with  the  same  month  last 
year.  For  coal  alone,  a  decrease  compared  with  one  year  ago  of 
50  per  cent  was  reported  in  the  number  of  cars  loaded,  while  there 
was  an  increase  of  15  per  cent  In  the  loading  of  all  other  commodities. 
On  the  basis  of  net  ton  miles,  the  number  of  tons  of  freight  multi- 
plied by  the  distance  carried,  incomplete  reports  showed  a  decrease 
In  April,  compared  with  last  year,  of  approximately  2.6  per  cent. 
This  would  Indicate  that  the  average  haul  for  all  commodities  other 
than  coal  Is  not  so  great  as  It  is  for  coal. 

Fifty-nine  roads — 28  in  the  Eastern  district.  2  In  the  Southern 
and  29  in  the  Western — had  operating  deficits  in  April.  In  March, 
there  were  36. 

For  the  first  four  months  this  year,  the  net  operating  Income  of 
the  railroads  totaled  $211.278.394.  compared  with  $57,408,900  during 
the  same  period  last  year.  This  is  at  the  annual  rate  of  return  of 
4.36  per  cent,  compared  with  1.18  per  cent  during  the  flrst  four  months 
In  1921.  The  operating  revenues  for  the  four  months  period  this  year 
totaled  $1.688.391.800.  a  decrease  of  4.6  per  cent  under  the  same  period 
last  year,  while  operating  expenses  amounted  to  $1,359,100.000  or  15.2 
per  cent  under  the  flrst  four  months  one  year  ago.  Tabulations  show 
that  the  roads  during  that  period  this  year  fell  short  $79.696.900  of 
realizing  a  6  per  cent  return  on  the  tentative  valuation  of  their  prop- 
erties used  for  transportation  purposes. 

Th.-  railroads  In  the  Kastem  district  had  operating  revenues  In 
April  of  $206,104,100.  a  reduction  of  2.8  per  cent,  compared  with  the 
same  month  the  year  before,  while  their  operating  expenses  totaled 
$165.773.700,  which  was  a  reduction  of  9.4  per  cent  compared  with 
April.  1921.  Their  net  operating  income  was  $26,607.700  compared 
with  $15.982.700  during  the  came  month  the  year  before.  The  net 
operating  Income  for  the  month  was  at  the  annual  rate  of  4.42  per 
cent,  but  fell  short  of  a  6  per  cent  return  by  $9.481.500.  In  March 
the  net  operating  Income  wa»  at  the  annual  rate  of  7.80  per  cent. 

Complete  reports  showed  that  the  railroads  in  the  Southern  dis- 
trict had  operating  revenues  of  $57.571,000.  an  Increase  of  1.3  per  cent 
over  April  last  year,  while  their  operating  expenses  amounted  to 
$43.875.900.  which  was  a  decrease  of  12.3  per  cent  compared  with 
the  same  month  In  1921.  Their  net  operating  Income  totaled  $9.712.- 
300.  compared  with  $3.412.200  one  year  ago.  This  was  at  the  annual 
rate  of  return  of  5.62  per  cent,  but  $651.890  below  a  6  per  cent  return 
on  their  tentative  valuation.  Reports  for  March  showed  a  return  of 
4.99  per  cent 

The  railroads  In  the  Western  district  had  operating  revenues 
totaling  $153.178.300.  a  decrease  of  6.9  per  cent,  compared  with  the 
same  month  one  year  ago.  while  their  operating  expenses  totaled 
$126.518.770,  a  decrease  of  11.4  per  cent  below  April  last  year.  The 
net  operating  Income  for  those  roads  amounted  to  $13.936,700.  com- 
pared with  Il0.461.690  In  April.  1921.  This  amount,  which  Is  at  the 
annual  rate  of  return  of  only  2.76  per  cent,  fell  short  $16,353.700 
of  a  (  per  cent  return.  The  net  operating  Income  of  those  roads  In 
March  was  at  the  annual  rate  of  return  of  4.12  per  cent. 

ILLINOIS  INTRASTATE  RATES 

Shippers  In  Illinois  are  watching  with  Interest  the  negotia- 
tions now  taking  place  between  the  carriers  and  the  state  com- 
mission In  order  to  formulate  a  decree,  by  which  the  district 
court  Injunction  now  holding  the  intrastate  rates  to  the  Ex  Parte 
74  level,  will  be  modified  or  dissolved.  The  decree  Is  being  made 
ready  at  the  suggestion  of  the  court  and,  although  minor  dif- 
ferences have  arisen.  Is  expected  to  be  ready  for  submission 
within  a  short  time. 

The  Interest  manifested  Is  due  chiefly  to  the  approach  of 
July  1,  the  date  set  by  the  Interstate  Commerce  Commission  on 
which  the  reductions  recently  ordered  in  reduced  rates  1922 
are  to  become  effective.  Unless  some  modification  of  the  in- 
junction Is  made  before  that  date,  the  intrastate  rates  will  not 
get  the  benefit  of  those  reductions,  the  court's  order  forbidding 
the  Illinois  Commission  from  interfering  with  rates  published 
In  accordance  with  Ex  Parte  74. 

It  became  known,  June  9,  that  the  decree,  to  dissolve  the 
Injunction  restraining  the  Illinois  commission  from  revising  the 
rates  established  by  the  Commission  in  Ex  Parte  74.  was  being 
held  up  due  to  the  Inability  of  the  Illinois  commission  and  the 


can  be  eliminated,   with   the  consequent  development  of  more     carriers  to  agree  as  to  the  course  to  be  followed  in  disposing  of 
efficient  and  economic  marketing  and  distribution.  reparation  cases,  arising  out  of  Intrastate  rates  In  the  period 

nomles  can  be  effected  and  wastes  can  be  eliminated  wtwee 
through  the  establishment  of  qualified  and  authorised  agencies 
to  arbitrate  disagreements  between  shippers  and  receivers  as 
to  value,  conditions,  kind,  grade  and  quantity  of  commodities. 
Such  agencies  may  be  established  either  through  agreement  be- 
tween shippers  and  receivers  to  set  up  disinterested  boards  of 
arbitration  whose  findings  can  be  accepted  as  final,  or  through 
fablixhment  of  state  or  federal  agencies  of  arbitration 
authorized  by  legislation." 


APRIL    RAILWAY    REVENUE 

The   Association  of  Railway   Executive*   this   week   Issued 
ttir  following  on  April  earnings: 

Th«>  railroads  of  the  rnl'nl  States  In  April  had  a  net  operating 
Income  of  $50.254.800.  which  on  an  annual  hunts,  represented  a  re- 
turn of  1.91  per  cent  on  tehlr  tentative  valuation,  according  to  com- 
plete reports  Just  flled  by  the  carriers  with  the  Interstate  Comn 
Commission.  In  April,  last  year,  their  net  operating  Income  amounted 
to  tn.Ht.tttn.  or  at  the  anntinl  rate  of  return  of  2.33  per  cent,  while 
In  March  this  year  It  was  $81.511.400.  or  R.S1  per  cent. 

The  net  operating  Income  for  April,  however,  fell  short  $26.487.000 
of  the  amount  necessary  to  ronllie  a  return  of  6  per  cent,  and  $23.289.- 
400  below  a  return  of  :,\  p»-r  ri-nt.  the  flir-irc  r)x<-f)  by  the  Interstate 
Commission  In  Its  recent  rate  il»rlslon. 


een  the  passage  of  the  transportation  act  and  the  date  of 
the  Interstate  Commerce  Commission's  vacation  of  the  order  In 
the  Illinois  Intrastate  case. 

One  western  road,  it  was  said,  took  the  position  that  so  far 
as  that  period  was  concerned,  any  decree  of  dissolution  the 
federal  court  might  certify  ought  to  contain  a  provision  prevent- 
ing the  IlllnnU  commission  from  considering  such  cases.  The 
position  of  the  state  commission,  on  the  other  hand.  IB  that  to 
restrain  It  from  adjudicating  such  cases  would  set  up  the  rail- 
roads as  judges  of  them.  It  was  pointed  out  that  about  twenty 
such  cases,  instituted  by  the  carriers,  were  already  before  the 
state  commission. 

An  effort  Is  to  be  made  to  persuade  Federal  Judge  Carpen- 
ter to  hear  arguments  on  the  question  and  to  rule  on  the  In- 
clusion or  the  exclusion  of  the  disputed  clause. 


ARIZONA  RATES.  FARES,  AND  CHARGES 
The  Commission  has  vacated  Its  order  In  No.  11971.  Arizona 
rates,  fares  and  charges.  In  the  matter  of  rates,  fares  and 
charges  applicable  between  points  in  the  state  of  Arizona.  The 
action  is  similar  to  that  taken  in  other  intrastate  rate  case* 
where  the  state  commissions  have  vacated  the  orders  prescrib- 
ing lower  Intrastate  rates  than  those  fixed  by  the  Commission. 


Th-  tabulation*  are  based  on  reports  filed  by  201  Class  One  rail- 
roads, having  a  total  mileage  of  1M.147  mile*.  By  an  order  entered   October  18.  1920,  the  Arizona  Corporation 

?Alr 


Operating    revenues    in    April,    according   to    the    reports,    totaled 
(.Mt.tOn.    which    was    a    decrease    of    3 .1    per    rent    compared    with 
»*  month  last  year,   while  their  operating  expenses  amounted 
171,400.   or   104   per   cent   below  those  of   the   same   month    In 


Commission  denied  the  application  of  the  carriers  to  advance 
the  Intrastate  rates  In  the  same  percentage  amount  as  fixed  for 
Interstate  traffic  in  that  territory  by  the  Commission.  The  state 
commission  vacated  and  set  aside  that  order  on  May  24. 
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VALUE  OF  A  TRAFFIC  DEPARTMENT 

"Look  upon  the  carriers  as  the  main  aisle  of  your  store,  so 
far  as  out-of-town  customers  are  concerned,"  said  Stanford  Shiv- 
ers, traffic  manager  for  Loveman,  Joseph  &  Loeb,  Birmingham, 
Ala.,  In  a  lcn.  r  m  Mi.ss  M.  A.  Kyers.  secretary  of  the  Traffic 

•  up  of  the  National  Retail  Dry  Goods  Association,  in  which  he 
nwd  tin-  necessity  for  every  shipper,  especially  the  retailer 
who  ships  in  quantity,  having  a  traffic  manager  and  a  traffic 
department. 

Mr.  Shivers'  letter  is  comprehensive  and  cites  many  con- 
vincing arguments  in  favor  of  proper  traffic  supervision,  and 
many  instances  where  the  failure  properly  to  supervise  traffic  has 
been  expensive  to  shippers  and  receivers  of  freight. 

"It  is  just  as  essential  for  every  department  store  and  every 
other  extensive  receiver  and  shipper  of  freight  to  have  a  classi- 
fication and  rate  expert  in  charge  nf  trail!",  as  it  is  for  the  car- 
riers to  have  similar  men  in  their  employ,"  said  Mr.  Shivers. 
••Many  shippers  depend,  for  the  proper  shipping  and  rating  of 
goods,  on  bookkeepers,  or  other  clerical  help,  whose  only  knowl- 
edge of  rates  consists  of  a  memorandum  furnished  by  the  rail- 
road, or  a  list  or  rates  taken  from  old  invoices. 

"I  recently  observed  a  bookkeeper  revising  freight  with  the 
aid  of  a  classification  a  year  or  more  old,  that  had  been  given 
to  him  by  a  carrier.  On  calling  his  attention  to  the  fact  that 
cotton  shade  cloth,  an  Item  he  had  just  checked  in  as  taking  a 
first  class  rate,  carried  a  third  class  rating,  be  observed  that 
that  rating  had  beert  made  applicable  in  a  supplement  issued 
seven  months  before,  but  several  months  after  the  issue  of  the 
classification  be  was  using. 

"The  .erroneous  third  class  rates  had  been  passed  by  the 
carriers  for  seven  months,  for  the  sole  reason  that  the  firm  would 
not  go  to  the  expense  of  one  dollar  a  year  to  keep  its  classifica- 
tion up  to  date. 

"Look  upon  the  carrier  as  the  main  aisle  of  your  store,  so 
far  as  out-of-town  customers  are  concerned.  Hire  a  traffic  man 
who  will  exert  every  effort  to  tender  his  shipments  to  the  car- 
riers in  a  way  that  will  safeguard  all  concerned.  If  this  is  done 
the  carriers — and  you — will  be  able  to  satisfy  your  customers. 
The  traffic  manager  will  help  you,  your  customer  and  the  rail- 
road. And  any  help  to  the  railroads  is  a  help  to  the  public. 

"In  one  year  the  carriers  paid  $130,000,000  for  claims.  It 
has  been  said  that  shippers'  negligence  contributed  quite  a  per- 
centage of  this  sum.  In  my  opinion  most  of  that  percentage  can 
be  blamed  to  clerks  without  knowledge  of  classification  ratings 
and  packing  specifications. 

"Too  many  of  these  employes  do  not  have  the  welfare  of  the 
receiver  at  heart.  How  often  has  the  exclamation  been  heard: 
'What  do  we  care  so  long  as  the  carriers  accept  our  shipments?' 

"That  attitude  is  damaging  to  all  concerned.  It  should  be 
the  thought  of  every  shipper:  'How  can  I  pack,  mark,  describe, 
rate,  and  route  my  shipments  to  save  my  firm,  their  customers, 
and  the  carriers  money  and  annoyance?' 

"The  answer  is  in  the  classification  and  the  tariffs,  and  the 
safest  and  surest  way  to  avoid  shipping  troubles  is  to  have  some- 
one around  who  knows  the  first  thoroughly  and  can  at  least  check 
a  rate  in  the  latter. 

"It  has  been  stated,  authoritatively,  that  over  $100,000,000 
was  paid  the  carriers  in  excess  freight  rates  during  one  recent 
year.  Of  course,  that  includes  only  such  overpayments  as  were 
discovered  by  carriers'  rate  clerks  and  by  receivers  of  freight. 
How  much  more  excess  money  was  given  the  carriers,  the  er- 
rors in  the  payment  of  which  were  never  discovered,  can  never 
be  known.  Undoubtedly  such  sums  run  into  the  millions  and 
they  are  in  the  possession  of  carriers  without  the  slightest  chance 
of  being  returned  to  the  consignees.  What  is  the  cause?  The 
absence  of  men  having  knowledge  of  classifications  and  rates 
where  such  men  ought  to  be." 

But  Mr.  Shivers  does  not  confine  the  usefulness  of  a  traffic 
man  to  the  shipping  of  goods.  He  points  out  that  his  value  to 
his  employers  as  a  receiver  is  alone  sufficient  to  make  him  in- 
dispensable in  every  business  of  any  size. 

"Inbound  shipments,"  he  said,  "must  be  given  preferred  at- 
tention, because  excessive  transportation  charges  affect  the  profits 
and  the  sales.  Excessive  freight  charges  may  even  prevent  a 
sale  of  goods. 

"The  first  duty  of  a  traffic  man  with  regards  to  inbound 
shipments  Is  routing.  The  traffic  department  of  the  purchasing 
firm  should  have  full  control  of  routing,  for  it  alone  ought  to 
know  the  most  advantageous  routing  as  regards  to  time  in 
transit,  cheapest  rate,  possibilities  for  absorbing  switching 
i  liarges,  etc. 

"Frequently  the  traffic  man  of  the  receiving  company  can 
make  special  arrangements  with  the  carrier.  For  instance,  a 
carload  shipment  Is  en  route  that  does  not  weigh  up  to  the 
minimum,  thus  precluding  free  switching.  A  traffic  man  who  is 
wide-awake  may  RO  to  the  ngni!  before  the  car  arrives  and  sug- 
gest that  the  car  be  switched  as  a  matter  of  convenience  to  the 
railroad.  It  may  be  easier  for  the  road  to  switch  the  car  than 
in  move  It  to  the  freight  statlnn  and  unload.  Thus  the  traffic 
man  can  save  time  and  work,  as  well  as  cartage  charges  for  his 
employers. 


"Pitfalls  for  the  inexperienced  receiver  of  freight  sometimes 
lie  in  the  difference  between  express  and  freight  rates.  From  Chi- 
cago to  Birmingham,  for  instance,  it  is  cheaper  to  ship  wool  bat- 
ting by  express  than  by  freight.  If  the  cheaper  routing  is  or- 
dered and  the  goods  are  forwarded  some  other  way,  the  receiver 
always  has  recourse  for  compensation  to  the  carrier  or  to  the 
shipper.  Only  a  person  versed  in  traffic,  who  knows  rates  and 
classifications  can  properly  route  goods. 

"A  knowledge  of  traffic  is  also  necessary  in  order  to  prevent 
loss  of  time  at  the  time  of  delivery.  I  have  several  instances 
in  mind.  A  shipment  of  corduroy,  carried  in  the  classification  at 
third  class,  was  billed  as  dry  goods  first  class,  and  the  carriers, 
of  course,  assessed  the  rate  for  the  latter  class;  another  ship- 
ment, consisting  of  ordinary  flower-pots  was  billed  third  class 
as  earthenware,  and  charged  accordingly,  when  the  classification 
carried  a  fourth  class  rating  on  flower-pots." 

Intelligent  price-making  cannot  be  done,  according  to  the 
writer  of  the  letter,  unless  a  competent  traffic  man  has  charge 
of  a  company's  freight  disbursements.  The  cost  of  transpor- 
tation is  as  much  an  item  of  cost  in  a  finished  product  as  the 
cost  of  manufacture  and  the  cost  of  selling.  The  same  is  'true 
when  figuring  the  retail  price  of  goods  bought  at  wholesale.  The 
traffic  man  should  have  a  voice  in  the  conferences  of  production 
and  sales  managers  that  set  the  selling  price  of  every  company's 
goods. 

Traffic  associations  are  also  valuable  as  aids  in  intelligent 
transportation  supervision,  the  letter  said. 

"They  perform  valuable  work,"  Mr.  Shivers  said,  "and  busi- 
ness houses  should  be  members  of  some  traffic  association  in  their 
city  or  town.  This,  however,  applies  chiefly  to  traffic  associations 
that  are  owned  and  managed  by  shippers  of  freight  and  that  are 
operated  solely  for  the  benefit  of  shippers." 

However,  the  writer  of  the  letter  says,  the  membership  in 
a  traffic  association  does  not  do  away  with  the  necessity  for  hav- 
ing a  separate  traffic  department  and  traffic  manager  in  each 
business.  The  necessity  for  such  supervision  of  traffic  in  addi- 
tion to  membership  in  an  association,  Mr.  Shivers  said,  was  il- 
lustrated by  the  examples  of  improper  classification  before 
mentioned. 

"If  the  expense  bills  classifying  corduroy  as  dry  goods,  and 
flower-pots  as  earthenware  were  being  revised  by  an  employe  of 
a  traffic  bureau,"  he  said,  "They  would  be  passed,  for  the  checker 
could  not  actually  see  the  goods  they  covered." 


COTTON  REDUCTIONS  SUSPENDED 

The  Traffic   World   Washington  Bureau 

Water  and  port  competition,  a  desire  of  carriers  serving  rival 
ports  to  obtain  whatt  hey  consider  a  fair  share  of  business,  and 
foreign  trade  competition,  have  created  a  situation  respecting 
rates  on  cotton  bale  coverings  and  cotton  ties  and  buckles  that 
caused  the  Commission,  June  3.  in  I.  and  S.  No.  1570,  to  suspend, 
from  June  5  to  October  3,  proposed  heavy  reductions  in  rates  on 
coverings,  ties,  and  buckles,  from  Galveston  to  Memphis,  for 
beyond.  The  suspension  order  places  on  the  hook  supplements 
Nos.  6  and  7  to  Leland's  I.  C.  C.  No.  1506.  Those  supplements 
proposed  to  reduce  the  rate  on  imported  ties  and  buckles,  from 
Galveston  to  Memphis,  from  $1.18  to  26  cents  per  100  pounds 
and  on  cotton  bale  coverings  from  $1.18  to  36.5  cents. 

The  existing  high  rates  are  the  fifth  class,  prescribed  as  a 
result  of  some  of  the  hearings  when  the  Commission  denied 
fourth  section  relief  and  the  carriers  guessed  they  could  meet 
that  situation  only  by  putting  the  rates  on  a  dry  land  basis. 
The  immediate  cause  for  this  proposed  reduction  of  the  rates 
on  the  steel  articles  was  the  fact  that  there  is  a  commodity 
rate  of  26  cents  on  all  articles  mentioned,  from  New  Orleans  to 
Memphis,  when  for  beyond.  Galveston  lines  desired  to  partici- 
pate in  the  transportation  of  the  imported  ties  and  buckles  on 
terms  of  equality  and  on  cotton  bale  coverings  at  a  rate  10  cents 
over  New  Orleans. 

Protests  were  made  by  the  Carnegie  Steel  Company,  a 
domestic  producer  of  cotton  ties  and  buckles,  and  Warren,  Jones 
&  Gratz  of  St.  Louis,  a  dealer  in  the  domestic  commodities. 

While  the  correspondence  about  the  reduced  rate  did  not 
say  the  26-cent  commodity  rate  from  Orleans  was  forced  by  the 
fact  that  ocean  and  river  ships  could  put  the  foreign  ties  into 
Memphis  at  a  rate  which  the  2G-cent  rail  rate  would  no  more 
than  meet,  that  was  understood  to  be  the  reason  for  the  low 
import  rate,  which  is  less  than  one-fourth  of  the  domestic  fifth 
class  rate  applicable  thereto. 

There  are  cotton  tie  distributing  houses  in  the  south  with 
which  the  foreign  ties  compete.  The  low  rates 'on  foreign  ties, 
from  the  ports,  have  raised  the  old  question  whether  a  railroaa 
should  be  allowed  to  make  rates  on  imported  stuff  sufficiently 
low  to  allow  it  to  meet  competition  through  some  other  port,  or 
the  transportation  by  a  carrier  by  water.  Memphis  is  above  the 
point  where  ocean  going  vessels  dock,  but  foreign  traffic  can 
be  taken  up  the  Mississippi  in  ocean  ships  as  far  north  as  Baton 
Rouge  without  any  trouble  at  all,  hence  if  the  rail  lines  serving 
New  Orleans  and  Galveston  desire  to  participate  in  the  import 
traffic,  It  may  be  necessary  for  them  to  make  commodity  rates 
away  below  the  domestic  class  rates,  such  as  the  lines  serving 
Galveston  proposed. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

taken  from  Reporters  and  Digests  of  National   Reporter 
m.  published  by  West  Publishing  Co..  St    Paul.  Mian 
Copyricbt  by  Wat  Publishing  Co  ) 

LOSS  OF  OR  INJURY  TO  GOODS 

"Express  Company"  Is  Defined  as  a  Common  Carrier  of  Parcels: 

(Supreme  Court  of  Mississippi.)     An  "e\i  -npany"  is 

a  firm  or  corporation  engaged  in  the  business  of  transporting 
parcel!  or  other  movable  property  in  the  capacity  of  a  common 
carrier. — American  Ry.  Kxp.  <'o.  vs.  Wright.  !tl  Sou.  Rep.  "U 
Express  Company  Is  Not  Warehouseman  or  Bailee  for  Hire: 

An   express   company   is  not   engaged   in   the  business  of  a 
warehouseman  or  of  a  bailee  for  Int.-      Ibid. 
Master  Not  Liable  for  Servant's  Acts  Outside  of  Authority: 

A  master  is  not  responsible  for  the  acts  of  his  servant 
committed  outside  of  the  real  or  apparent  scope  of  the  servant's 
authority.  Or.  as  sometimes  expressed,  a  master  is  not  respon- 
sible for  the  acts  of  his  servant  which  are  outside  of  the  line 
of  duty  of  the  servant.-  Ibid. 
Insulting  Language  in  Express  Office  Held  Not  Used  m  Carrier's 

Business: 

Where  a  person  went  to  the  ofOce  of  an  express  company 
for  the  purpose  of  shipping  two  express  packages,  and  was 
requested  by  the  servant  of  the  express  company  to  wait  until 
the  agent  in  charge  of  the  office  came  back  to  see  whether  or 
not  the  packages  were  properly  wrapped,  whereupon  the  person 
requested  the  employe  to  be  allowed  to  leave  a  fur  and  umbrella 
In  the  office  until  her  return,  which  permission  was  granted,  and 
upon  her  return  ;  -lie  shipping  of  the  two  packages  by 

express  and  asked  the  employe  for  her  fur  and  umbrella,  and  wan 
given  the  umbrella  and  told  that  she  had  not  left  the  fur  then-. 
when  she  left  the  office  and  later  returned  and  asked  again 
for  the  fur.  and  was  then  insulted  and  abused  b\  tin-  servant 
of  tbe  express  company.  In  a  suit  for  actual  damage*  for  tin- 
value  of  tbe  fur  and  for  punltory  daiii.ii;>  •-.  h.  Id  'hut  tin-  leav- 
ing of  the  fur  In  '  was  not  H  part  of  tbe  master's  busi- 
ness, that  It  was  not  within  the  real  or  apparent  scope  of 

authority  of  (In  employe  to  allow  It  to  be  lift  there,  and 
that  the  alleged  and  abusive  and  Insulting  language  was  not 
used  when  the  person  WHS  In  the  office  transacting  her  business 
with  tbe  express  company:  under  this  state  of  facts  a  per- 
emptory instruction  In  favor  of  tin-  express  company  should 
have  been  given.—  Ibid. 
Express  Company  Held  Not  Liable  for  Insulting  Language  by 

Employe: 

When  the  plaintiff  had  completed  the  sending  of  tli< 
press  package*,  and  left  the  office  and  returned  at  a  later  period 
and  demanded  the  return  of  her  fur  from  the  employe  of  the 
express  company,  whereupon  the  employe  abused  and  Insulted 
her.  at  this  time  her  business  with  the  master  had  been  com- 
pleted, and  her  return  to  the  office  was  upon  her  private  busi- 
ness, di  i  from  her  business  with  the  company,  and 
the  altercation  did  not  arise  during  the  transaction  of  th>- 
master's  business,  for  which  the  nia-'er  Is  not  responsible. — 
Ibid. 
Federal  Statutes  Control  Interstate  Shipments: 


claim  shall  be  required  as  a  condition  precedent  to  recovery. — 
Ibid. 

Liable  for  Not  Diverting  Shipment  as  Agreed,  Though  Shipper 
Had  Not  Shown  Right  to  Divert: 

(Kansas  City  Court  of  Appeals,  Missouri.)  A  shipper  hav- 
ing the  right  to  divert  a  car  because  of  the  consignee's  telegram 
refusing  the  car,  the  carrier,  which  had  agreed  with  the  shipper 
to  divert  it.  cannot  deny  liability  for  not  doing  so,  because  no 
proof  of  the  shipper's  right  to  divert  had  been  made  to  the 
carrier  before  it  so  agreed,  it  not  having  exacted  any'  such  proof, 
to  which  it  was  entitled  if  it  had  seen  fit  to  require  It. — Amber 
vs.  Payne,  Agent,  239  S.  W.  Rep.  588. 

Whether  Motion  for  New  Trial  Granted  Was  Sufficiently  Spe- 
cific Not  Determined: 

Plaintiff's  motion  for  a  new  trial  having  been  acted  on  and 
planted,  appellate  court  need  not  determine  whether,  as  con- 
tended by  defendant,  it  was  not  sutlicicntly  specific. — Ibid. 
Delivering  Carrier  Held  Liable  for  Shortage  in  Interstate  Ship- 
ment on  Failure  to  Show  Lawful  Excuse: 
(Court  of  Civil  Appeals  of  Texas.  Beaumont.)  Under  U.  S. 
Comp.  St..  sec.  86iMdd.  providing  that,  If  a  carrier  fails  or  re- 
fuses to  deliver  goods  on  demand  by  the  consignee  when  pay- 
ment 'of  charges  and  the  bill  of  lading  is  offered,  the  burden 
is  on  the  carrier  to  establish  a  lawful  excuse,  the  last  carrier 
In  a  series  of  carriers,  on  surrender  of  a  bill  of  lading  and 
payment  of  the  charges  by  the  consignee,  was  liable  for  loss 
of  goods  shipped,  on  failure  to  show  a  lawful  excuse,  though 
the  consignee  did  not  show  on  which  line  of  the  several  carriers 
the  loss  occurred,  regardless  of  section  8604a,  making  the  Initial 
carrier  liable.-  Da  .  Brooks  Supply  Co.,  239  S.  W. 

Rep.  628. 

Receipt  Given  Shipper  by  Truckman  Held  Not  to  Limit  Lia- 
bility: 

(Supreme  Court.  Appellate  Term.  First  Dept.)  Where 
there  was  nothing  said  between  shipper  and  truckman  as  to 
the  valuation  of  the  goods,  or  as  to  terms  or  conditions  of  ship 
in. -nt.  except  as  to  the  consideration,  which  was  based  on  the 
site  of  the  package,  and  not  on  its  value,  the  expression  "val. 
lion."  in  i  shipper  by  truckman,  but  prepared  by 

shipper,  did  not  limit  truckman's  liability  to  $200.— Bolton  Wor- 
:   Mills  Co.,  Inc.,  vs.  United  British  Ins.  Co.,  Ltd..  193  N.  Y. 
Supp.  688. 

DELAY   IN   TRANSPORTATION    OR   DELIVERY 

Reasonable  Time  for  Delivery,  as  Affecting  Time  for  Notice  of 
Claim,  Is  Question  for  Jury:  Matters  to  Be  Considered  in 
Determining  Reasonable  Time  Stated: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  When',  in 
an  ii  hipment  by  express,  the  receipt  contains  a  stipu- 

lation that  i  I. inn-  '11111-1  be  in  i.l.  in  writing  to  the  originating 
or  delivering  carriers  within  four  months  after  delivery  of  the 
property,  or.  In  case  of  failure  to  make  delivery,  then  within 
four  months  after  a  reasonable  time  for  delivery  has  elapsed," 
and  where.  In  an  action  for  damages  for  failure  to  make  de- 
livery of  goods,  the  carrier  sets  up  a  defense  that  the  written 
notice  as  actually  filed  was  not  given  within  the  time  prescribed, 
It  Is  for  the  jury  to  say  what  was  a  reasonable  time  for  the 
transportation,  in  determining  whether  the  notice  given  was 
within  four  months  thereafter,  except  where  the  undisputed 
facts  show  so  clear  and  manifest  a  delay  that  the  court  may 
as  a  matter  of  law  hold  It  unreasonable.  Western  &  Atlantic 
R.  Co.  vs.  Summerour,  139  Ga.  545  (2),  77  S.  E.  802;  American 
Ry.  Express  Co.  vs.  Bothwell  Grocery  Co.,  25  Ga.  App.  728,  104 


,(8,u'  h  <»">»'»'  >     Federal  statu  es  afford  ^K    61).    American   Realty  Co.   vs. 'Bramlett.  25  GA.  App.   159 

exclusive  rule  of  liability  In  case  -  damage  to  interstate      ,2)     ,„.,  s    K    S7?>.    ,„  ,.,irpug  Jur,8    305      In  ,,,..  determination 

of  such  a  question  the  facts  of  each  particular  case  are  to  be 
considered,  including  the  distance  to  be  traveled,  the  transporta- 
tion facilities,  the  time  ordinarily  required  for  a  Ilk*  carriage, 
the  character  of  the  freight,  the  season  and  weather  conditions 
and  any  unusual  circumstances  affecting  the  traffic.  Columbus 
Hy.  Co.  vs.  Flournoy.  7",  Ca.  7t.r>  (2),  746;  Moore  vs.  American 
Ry.  Kxpress  Co..  181  N.  C.  ?.<«>.  m;  S  K  (i ;  1u  Corpus  Juris,  286. 
I'nder  the  evidence  the  court  did  not  err.  In  submitting  to  the 
jury  the  question  as  to  reasonable  time. — American  Ry.  Express 
Co.  vs.  Roberta,  111  S.  E.  Ren.  744. 

Consignee's   Testimony   as  to   Congestion   of  Traffic   Admissible 
on    Question   of   Reasonable   Time   for   Delivery;    Instruction 
to    Determine    Reasonable   Time    Under   Conditions    Existing 
Not    Erroneous,    Where    There    Is    Evidence    of    Conditions: 
Under  the  rule  stated,  the  objection  to  the  consignee's  testi- 
mony to  the  effect  that  during  the  time  in  question  traffic  con- 
ditions   were    congested    between    the    points    of   shipment    and 
destination,  and  that  he  had  much  delay  and  trouble  in  receiving 


KM, 

Rule  Requiring  Written  Claim  for  Damages  Within  Four  Months, 

Reasonable: 

In   view  of  Act.  Cong.   March   4.   1  !•].".    d      S    r..inp    S: 
8S04a).   a    rule    requiring   written    not;..-  «r   claim    for  damages 
against  a  carrier  from  time  of  delivery,  or.  In  case  of  loss,  within 
four  months  after  a  reasonable  time  fur  delivery  has  elapsed,  is 
reasonable  and  valid      Ibid. 
Evidence   Held  to   Show   No   Written    Statement  of  Claim   Filed 

Until    More   than    Six    Months   from    Time    of   Shipment   and 

from   Time  When   Goods  Should   Have   Been   Delivered: 

Evidence  held  to  show  no  written  statement  of  a  claim  for 
IOM  of  goods  was  filed  and  nothing  that  could  be  considered 
a*  a  filing  until  more  than  six  months  had  elapsed  from  the 
of  shipment  and  from  the  time  when  they  should  have  been 
delivered  at  destination. --Ibid. 
Claim  for  Goods  Lost  Not  Within  Exception  of  Statute  as  to 

Notice: 

Where  a  claim  against  a  carrier  was  for  absolute  loss  of 
goods  In  breach  of  the  contract  of  carriage,  and  no  notice  of  the 
claim  was  filed  within  four  months,  it  was  not  within  the  pro- 
viso of  Act  Cong.  March  4.  1915  (U.  S.  Comp.  St..  sec.  8604a). 
providing  that  If  the  damage  complained  of  was  due  to  delay 
or  damage  while  being  loaded  or  unloaded,  or  damaged  In  transit 
by  carelessness  or  negligence,  then  no  notice  or  claim,  or  filing 


his  goods,  upon  the  ground  urged  that  it  illustrated  no  Issue 
In  the  case,  because  under  the  receipt  a  delivery  WRB  required 
regardless  of  congested  conditions,  was  without  merit.  Nor  did 
the  court  err  in  Instructing  the  jury  that  they  should  determine 
"what  was  a  reasonable  time  under  the  conditions  existing  at 
the  lime  of  this  shipment  of  goods."  there  being  some  evidence 
as  to  such  conditions,  and  it  was  a  question  for  the  jury  to  de- 
termine whether  or  not,  under  such  circumstances,  the  written 
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notice  aa  in  fact  given  was  within  four  months  after  a  reason- 
able  time   for  delivery    had   elapsed.   -Ibid. 
Federal    Statutes   and    Decisions   Supresede    State   Statutes  and 

Decisions  as  to   Interstate  Shipments;    Parties  to   Interstate 

Receipt  or  Bill  of  Lading  Cannot  Waive  or  Ignore  Terms; 

Promise  to   Trace    Missing    Shipment   and    Acknowledgment 

of   Notice   of   Claim    Filed    After  Time    Prescribed    Did    Not 

Excuse  Delay: 

The  act  of  Congress  of  June  29,  1906,  commonly  called  the 
"Carmark  amendment,"  and  the  act  amendatory  thereof  of 
March  4,  1915,  known  as  the  "Cummins  act,"  both  amending 
the  original  interstate  commerce  act  (U.  S.  Comp.  St.,  sec.  8592, 
8604a ).  and  the  Interpretation  of  these  acts  by  the  United  States 
Supreme  Court,  supersede  state  statutes  and  rules  of  decision 
relating  to  the  interstate  shipments  covered  by  those  acts,  in 
so  far  as  they  are  conflicting. — Central  of  Ga.  Ry.  Co.  vs.  Yesbik, 
146  Ga.  769,  92  S.  E.  527;  Southern  Ry.  Co.  vs.  Morris,  147  Ga. 
729,  95  S.  E.  284. 

(a)  Under  decisions  of  the  United  States  Supreme  Court, 
the  parties  to  an  interstate  receipt  or  bill  of  lading  "cannot 
waive  its  terms,  nor  can  the  carrier  by  its  conduct  give  the 
shipper  a  right  to  ignore  them."  Ga.,  Fla.  &  Ala.  Ry.  'Co.  vs. 
Bllsh  Co.,  241  U.  S.  190,  191,  197,  36  Sup.  Ct.  541,  544  (60  L.  Ed. 
948) ;  Tex.  &  Pac.  Ry.  Co.  vs.  Leatherwood,  250  U.  S.  478,  481, 
39  Sup.  Ct.  517,  63  L.  Ed.  1096.  The  Georgia  decisions,  recogniz- 
ing waivers  of  such  terms  In  intrastate  shipments,  are  inap- 
plicable to  interstate  shipments,  where  valid  express  conditions 
are  contained  in  the  receipt  or  bill  of  lading.  Heath  vs.  San- 
dersville  R.  Co.,  23  <Ja.  App.  255  (3),  98  S.  E.  92.  In  view  of 
the  above  federal  authorities,  the  motion  of  the  plaintiff  in  error 
to  review  and  overrule  that  portion  of  the  decision  by  this 
court  in  American  Railway  Express  Co.  vs.  Bothwell,  25  Ga. 
App.  728/729,  104  S. "E.  644,  recognizing  such  a  waiver  in  an 
interstate  shipment,  is  granted,  and  to  this  extent  only  that 
decision  is  modified.  The  instant  case  is  distinguishable  in  Its 
facts  from  those  in  Pope  vs.  American  Railway  Express  Co.,  28 
Ga.  App.—,  110  S.  E.  514.  There  it  appears  that  the  shipper, 
acting  within  the  undisputed  time  limit,  made  a  bona  fide  at- 
tempt to  give  the  prescribed  written  notice,  but  was  prevented 
from  so  doing  by  the  acts  and  conduct  of  the  carrier  in  refusing 
to  permit  him  to  do  so.  That  case  was  decided,  on  the  theory, 
not  that  the  carrier  had  waived  the  giving  of  the  notice,  but 
that  It  bad  refused  to  permit  and  had  prevented  filing  a  written 
claim  by  the  shipper  when  he  had  actually  sought  to  file  a 
claim  within  the  undisputed  time  limit  prescribed  by  the  bill 
of  lading.  In  that  case  the  carrier,  by  its  own  conduct,  having 
prevented  the  shipper  from  complying  with  the  terms  of  the 
contract  when  he  sought  so  to  do,  was  estopped  from  setting 
up  as  a  defense  the  failure  of  the  shipper  to  do  that  which  he 
had  attempted,  but  which  it  had  refused  to  permit.  In  the  in- 
stant case,  as  set  forth  in  the  second  division  of  the  syllabus, 
while  it  was  a  question  of  fact  as  to  whether  the  written  notice 
as  actually  given  was  filed  within  the  four  months  after  a  rea- 
sonable time  for  delivery  had  elapsed,  there  is  no  sort  of  evi- 
dence tending  to  show  that  the  shipper  had  attempted  to  file 
any  previous  written  notice  within  the  undisputed  time  limit, 
or  that  he  was  prevented  from  so  doing  by  the  acts  and  conduct 
of  the  carrier  in  refusing  to  permit  its  being  done.  The  most 
that  the  oral  promise  of  the  agent  in  promising  to  trace  the 
.  and  in  acknowledging  the  filing  of  the  written  notice 
time  it  was  actually  received,  could  under  any  contention 
amount  to,  would  be  an  implied  waiver  of  a  previous  filing  of 
;  written  claim;  but,  in  view  of  the  indicated  modification 
the  rule  previously  announced  by  this  court  in  the  Bothwell 
xe,  it  must  be  held  to  have  been  error  for  the  trial  judge  to 
submit  to  the  Jury  the  issue  as  to  whether  or  not  the  parties 
had  implledly  waived  the  stipulation  requiring  the  filing  of  the 
written  claim  within  four  months  after  a  reasonable  time  for 
delivery  had  elapsed,  and  for  this  reason  only  the  order  refus- 
ing a  new  trial  must  be  reversed.  See,  generally  1  A  L.  R 
00;  Ann.  Cas.  1914A,  235;  case  notes.— Ibid. 

BILL  OF  LADING 

Bank  Holding  Draft  with  Bill  of  Lading  Held  Not  to  Have  Rati- 
fied  Carrier's  Authorized  Delivery  of  Goods  so  as  to  Preclude 
Its  Suit  Therefor: 

(Supreme  Court   of  Alabama.)     The  fact,   that  a   bank  had 

t  indorsed  and  delivered  to  It,  with  bill  of  lading  attached 

nted  for  payment  before  or  after  the  carrier's  unauthorized 

silvery   of   the   shipment,   or   whether  with   or   without   notice 

Ivery,  did  not  operate  as  a  ratification  thereof  so  as 

to  preclude  the  bank  from  maintaining  action  against  the  carrier 

for  failure  to  deliver  or  in  delivering  without  surrender  of  the 

bill  of  lading.— Central  of  Georgia  By.  Co.  vs.  Dothan  Nat.  Bank, 

CARRIAGE   OF   LIVE   STOCK 

Evidence  Held  Not  to  Show  Claim  for  Damages  by  Exposina 
Sheep  to  Infection: 

(Supreme  Court  of  Wyoming.)     In  an  action  against  a  car- 

for  damages  to  sheep  during  shipment,  evidence  as  to  a 

jnversatlon  between  the  shipper  and  the  carrier's  agent  rela- 


tive to  dipping  the  sheep  held  not  to  show  a  claim  for  injuries 
to  the  sheep  caused  by  previous  exposure  of  them  to  infection, 
which  made  the  dipping  necessary. — Union  Pac.  R.  Co.  vs.  Pa- 
cific Market  Co.,  206  P.  Rep.  143. 

Whether  Carrier   Made    Investigation    Has   No   Bearing   on   Suffi- 
ciency of  Notice  of  Claim: 

Whether  the   carrier  made  any  investigation  as  to   injury 
to  a  shipment  h?s  no  bearing  on  the  question  of  the  sufficiency 
of  the  claim  of  injury  made  by  the  shipper.— Ibid. 
Supreme   Court   May    Direct   Entry  of  Judgment  for   Defendant 
Entitled  at  Trial  to  Directed  Verdict: 

Under  Comp.  St.  1920,  sec.  5897,  the  Supreme  Court  may 
properly  remand  a  case  after  reversing  a  judgment  for  plaintiff, 
with  directions  to  render  a  judgment  for  defendant,  where  de- 
fendant at  the  trial  made  a  motion  for  a  directed  verdict  in  its 
favor,  to  which  it  was  entitled  at  the  time. — Ibid. 
Specific  Allegation  of  Negligence  Following  a  General  Allega- 
tion Controls: 

(Kansas  City  Court  of  Appeals,  Missouri.)  In  an  action  by 
shipper  against  a  railroad  company  for  injuries  received  by  cattle 
in  shipment,  a  specific  allegation  of  negligence  in  switching. and 
transporting  following  a  general  allegation  of  neglience  con- 
trols and  is  considered  as  the  specific  statement  of  the  neg- 
ligence generally  alleged. — Carpenter  vs.  Hines,  Director-General 
of  Railroads,  239  S.  W.  Rep.  593. 

CARRIAGE  OF  LIVE  STOCK 

Specific  Acts  Alleged    Must  Be  Submitted: 

Where  specific  acts  of  negligence  are  alleged,  plaintiff  must 
not  only  prove  his  specific  charge,  but  he  must  submit  his  case 
on  that  issue. — Ibid. 
Instruction   Failing  to  Require  Verdict  for  Plaintiff  to  Be  Based 

on   Specific   Negligence   Alleged    Held   Error,   and   Not  Cured 

by    Another    Instruction: 

In  action  for  damages  to  cattle  in  shipment,  in  which  plain- 
tiff alleged  specific  negligence  in  roughly  handling  cars,  an 
instruction  directing  a  verdict,  and  failing  to  require  the  jury 
to  find  the  specific  acts  of  negligence  alleged,  was  erroneous, 
and  was  not  cured  by  a  reference  to  the  specific  issue  in  a 
subsequent  instruction  on  the  measure  of  damages,  in  which 
the  reference  to  the  specific  negligence  was  practically  an 
assumption  of  it. — Ibid. 

Measure  of  Damages  for  Injury  to  Cattle  in  an   Interstate  Ship- 
ment Stated: 

The  measure  of  damages  to  cattle  injured  in  an  interstate 
shipment,  as  to  which  U.  S.  Comp.  St.,  sec.  8604a,  makes  the 
carrier  liable  for  the  "full  and  actual  loss"  sustained,  is  the 
difference  in  their  market  value  in  the  condition  in  which  they 
arrived  at  their  destination  and  their  value  had  they  arrived 
in  good  condition. — Ibid. 
Evidence  that  Injured  Cattle  in  an  Interstate  Shipment  Did  Not 

Gain  as  Did  Unjured  Cattle  Held  Admissible: 

In  a  suit  against  an  interstate  carrier  made  liable  by  U.  S. 
Comp.  St.,  sec.  8604a,  for  the  "full  and  actual"  loss  sustained 
in  case  of  injury  to  cattle,  and  wherein  the  measure  of  damages 
is  the  difference  between  their  market  value  in  the  condition  in 
which  they  arrived  at  their  destination  and  their  value  had 
they  arrived  in  good  condition,  evidence  that  the  injured  cattle 
did  not  fatten  or  respond  to  feed  as  well  as  did  uninjured  cattle 
in  the  same  shipment,  so  that,  though  treated  the  same,  they 
lacked  200  pounds  of  making  the  gain  they  should  have  made, 
was  admissible  to  support  or  justify  the  estimated  depreciation 
in  value. — Ibid. 
Evidence  of  Difference  in  Weight  of  Cattle  Based  on  Opinion 

of    Experts    Held    Competent: 

Testimony  of  expert  cattlemen,  if  shown  to  be  qualified  tci 
judge  weights  of  cattle  before  testifying,  that  in  their  opinion 
certain  cattle  weighed  200  pounds  less  than  others,  was  com- 
petent.— Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Carrier  Suing  for  Demurrage  While  Cars  Were  Held  in  Transit 
at  Storage  Yards  Required  to  Plead  and  Prove  Rule  Au- 
thorizing Charge  and  Consignee's  Unpreparedness  to  Receive 
Freight  at  Destination: 

(Supreme  Court  of  Pennsylvania.)  Where  a  carrier  under 
a  rule  of  the  Interstate  Commerce  Commission  entitling  it  to 
demurrage  on  cars  of  coal  held  at  a  certain  harbor  at  the  ter- 
minus of  its  line  "or  intermediate  storage  yards  for  transship- 
ment," sues  for  demurrage  on  cars  consigned  to  such  place,  but 
held  in  transit  at  storage  yards  14  miles  therefrom,  it  must 
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plead  and  prove  such  rule,  and  that  consignee  did  not  have 
facilities  at  the  dock  to  receive  the  freight  during  the  time  for 
which  demurrage  was  claimed,  demurrage  ordinarily  not  begin- 
ning to  accrue  until  after  freights  reached  destination. — Besse- 
mer &  L.  E.  R.  Co.  vs.  Ford  Collieries  Co.,  116  A.  Rep.  802. 
Undenied  Allegations  to  Constitute  Proof  of  Facts  Alleged  Must 

Be   Offered   in    Evidence: 

Plaintiff  having  submitted  case  to  court  without  a  jury  un- 
der act  of  April  22,  1874  (P.  L..  p.  109;  Pa.  St.  1920,  sec.  17294- 
17298).  did  not  prove  fact  pleaded  by  undented  allegations  by 
offering  the  pleadings  in  evidence,  but  was  required  to  otter 
the  particular  allegations  In  evidence. — Ibid. 
Storage  Business  Unauthorized: 

A  railroad  had  no  right  to  carry  on  a  storage  business,  but 
could  only  store  cars  and  merchandise  as  incidental  to  its  duty 
to  transport. — Ibid. 
Judgment   Not    Presumed   to   Be   Correct   Where    It   Is  Apparent 

that  During  the  Trial  Much  Was  Assumed  to  Be  True  Which 

Was   Not   Proved: 

The  Supreme  Court  will  not  presume  the  judgment  to  be 
correct,  though  neither  the  evidence  nor  the  opinion  of  the  court 
below  throw  light  upon  the  matters  referred  to  in  the  appeal, 
where  the  whole  course  of  the  trial  and  argument  leads  the 
court  to  believe  that  much  was  assumed  to  be  true  which  was 
not  proved. — Ibid. 
Commission  May  Correct  Reasonable  but  Discrimination  Rates: 

(Supreme  Court  of  Oklahoma.)  In  fixing  a  rate  to  be 
charged  by  a  railway  company,  the  corporation  commission  is 
not  confined  to  the  sole  question  of  the  reasonableness  of  the 
rate.  It  may  be  reasonable,  yet  If  It  discriminates  In  favor  of 
one  locality  as  against  another  It  should  be  corrected.— Atchlson, 
T.  &  S.  F.  Ry.  Co.  et  al.  vs.  State  et  al..  106  P.  Rep.  236. 
Commission  May  Change  Discriminatory  Rat*  Though  Thereby 

Impairing   General    Rate   Scheme: 

The  corporation  commission  Is  not  prevented  from  changing 
a  rate  which  Is  manifestly  discriminatory  because  such  order 
impairs  the  general  rate  scheme.  If  a  fixed  rate  Is  so  discrimi- 
natory as  to  be  abusive,  the  abuse  should  be  corrected. — Ibid. 
When  Interstate  Freight  Rates  Are  Materially  Lower  for  the 

Same    Length    of    Haul    on    Interstate   Traffic,    It   Constitutes 

a  Discrimination  Which  Should  Be  Removed  by  Readjusting 

Rate: 

When  the  Interstate  freight  rat«-s  put  Into  effect  by  the 
Interstate  Commerce  Commission  are  materially  lower  for  the 
same  length  of  haul  on  the  same  class  of  commodities  than  the 
Intrastate  rates  made  under  the  order*  of  the  corporation  com- 
mission, this  constitutes  such  a  discrimination  that  It  Is  the 
duty  of  the  corporation  commission  to  remove  It  by  readjusting 
the  rates.— Ibid. 
Evidence  Held  to  Support  Corporation  Commission's  Order 

Adjusting   Freight    Rates: 

an   examination   of   the   record,   held,   that   It   fully   sup- 
ports the  order  of  the  corporation  commission. — Ibid. 
Statutory    Provision   for   Adjustment   of    Freight    Rates   Quoted: 

The  corporation  commission  IB  hereby  vested  with  <li.- 
power  of  a  court  of  record  to  determine:  First,  the  amount  of 
refund  due  In  all  cases  where  any  public  service  corporation, 
person,  or  firm,  as  defined  by  the  Constitution,  charges  an 
amount  for  any  service  rendered  by  such  public  service  corpo- 
ration, person,  or  firm.  In  excess  of  the  lawful  rate  In  force 
at  the  time  such  charge  was  made,  or  may  thereafter  be  de- 
clared to  be  the  legal  rate  which  should  have  been  applied  to 
the  service  rendered:  and.  second,  to  whom  the  ovrcharge  should 

10.   Laws   1913      Ibid. 
After  Fixing   Rate,  Commission   May  Compel    Refund  of  Excess 

in   Arbitrary   Rate   Charged    Before    Rate   Established: 

Where  no  authorized  rate  has  been  established  to  be 
charged  by  a  public  service  corporation  for  a  specific  service, 
and  such  public  service  corporation  makes  an  arbitrary  charge 
therefor,  and  thereafter  the  corporation  commission  fixes  a 
rate  to  be  charged  for  such  service,  and  by  such  rate  so  fixed 
It  appears  the  arbitrary  rate  charged  and  collected  by  said 
public  service  corporation  Is  excessive,  the  corporation  com- 
mission, by  section  1.  c.  10,  supra,  Is  vested  with  power  to  com- 
I>«-l  a  refund  of  the  excess  rate  so  charted  and  collected. — Ibid. 
Corporation  Commission  Should  Determine  Amount  of  Shipper's 

Refund: 

Where  a  shipper  makes  application  to  the  corporation  com- 
mission to  fix  a  rate  to  be  charged  by  a  public  service  corpo- 
ration for  a  specific  service,  and  In  such  application  such  ship- 
per sets  out  a  state  of  facts  that  would  entitle  him  to  repara- 
tion under  section  1.  c.  10,  supra.  It  Is  the  duty  of  the  cor- 
poration commission  to  take  cognizance  of  such  facts  and  de- 
termine what  amount  of  refund.  If  any.  such  shipper  la  entitled 

hid. 
Act   Authorizing  Commission   to   Find   Amount  of   Excess  Trans- 

portation   Charges   Held    Not   Violation   of  the   Constitution: 

•  on  23.  art.  9.  of  the  Constitution,  Is  not  an  Inhibition 

on  the  legislature  denying  It  authority  to  pass  section  1.  c.  10, 

Session   I<awx   of   1 913.  authorizing  the   corporation   commission 

to  find   the  amount   of  Illegal,  unwarranted,  and  discriminatory 


charges  made  by  transportation  and  transmission  companies  for 
the  hauling  of  commodities  and  ordering  a  refund  thereof,  since 
section  35,  art.  9,  of  the  Constitution,  gave  the  legislature  power 
after  the  second  Monday  in  January,  1909,  to  alter,  amend, 
revise,  or  repeal  sections  from  18  to  34,  inclusive,  of  article  9 
of  the  Constitution.— Ibid. 

Commission  Empowered  to  Fix  Rates  and  Regulate  Services  of 
Railroad  in  Movement  of  Cars,  Equipment  and  Employes 
of  Circuses  and  Carnival  Companies: 

(Supreme  Court  of  Oklahoma.)  Article  9  of  the  Constitu- 
tion of  this  state  confers  power  upon  the  corporation  commis- 
sion where  railway  companies  enter  into  contracts  with  the 
owners  of  circuses,  shows  and  carnival  companies,  to  move 
their  cars  and  equipment,  including  persons  in  their  employ, 
from  one  point  to  another,  wholly  within  this  state,  to  fix  the 
rates  to  be  charged  by  said  railway  companies  in  order  to  pre- 
vent extortion  and  unfair  discrimination,  and  to  promulgate 
rules  regulating  such  services. — Atchison,  T.  &  S.  P.  Ry.  Co. 
et  al.  vs.  State,  206  P.  Rep  252. 

Orders  Fixing  Rates  for  Movement  of  Cars,  Equipment,  and 
Employes  of  Circuses  and  Carnival  Companies  Held  Rea- 
sonable Under  Evidence: 

Record  examined  and  held,  that  the  orders  of  the  corpora- 
tion commission  complained  of  in  the  instant  case  are  reason- 
able.-»Ibld. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

tata  taken  from  Rcportrra  and   Digeata  of  National   Reporter 
Bittern.  Published  by  Weat  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  Wot  Publishing  Co.) 


Statement  by  Owner  Held  Not  Representation,  by  Expression  of 
Opinion  As  to  Rules  Subject  to  Which  Charter  Was  Made: 
(Circuit  Court  of  Appeals.  Second  Circuit).  Where  the 
chartered  owner  of  a  vessel.  In  executing  a  charter,  inserted 
clauses  requiring  the  charterers  to  sign  and  abide  by  the  Bri- 
tish bunker  rules.  Its  statement  In  a  letter  and  circular,  In 
response  to  a  question  concerning  ruliw,  that  the  principal  point 
in  connection  with  the  carrying  of  oil  cargoes  was  that  they 
should  not  be  consigned  to  order,  but  only  to  concerns  who 
were  not  enemies  of  Great  Britain,  was  not  a  representation, 
but  a  mere  expression  of  opinion  as  to  what  it  regarded  as  the 
principal  point.  (A.  O.  Anderson  &  Co.,  Inc.,  v.  Texas  Co.,  279 

Hep.  76). 

Whether  Paper  is  Contract  or  Agreement  to  Contract  Depends 
on  Whether  Everythi'ng  Agreed  on  Is  Embodied: 
The  test  for  determining  whether  a  paper  Is  a  contract  or 
only  an  agreement  to  make  a  contract  is  whether  there  is  em- 
bodied  In  the  paper  everything  which  the  parties  have  agreed 
to  do,  assuming  that  the  other  necessary  elements  of  the  con- 
tract exist.— Ibid. 

Not    Preliminary    Agreement,    Rather    Than    Contract,    Because 
Partly   Executory: 

That  a  contract  la  executory  In  some  of  its  requirements  and 
details  does  not  render  It  a  preliminary  agreement,  rather  than 
a  complete  contract. — Ibid. 
May  be   Partly  Executed  and  Partly  Executory: 

A  contract  may  be  partly  executed  and  partly  executory,  or 
Macutory  as  to  one  party  and  executed  as  to  the  other.— Ibid. 
Proposed    Charter,    Requiring    Approval    by    British    Authorities 
and    Signing   of   Bunker   Rules   by  Charterers,    Held   a   Com- 
plete Charter,  and  Broken  by  Failure  to  Sign: 
A  proposed  charter,  on  which  was  stamped  provisions  mak- 
ing it  subject  to  approval  by  the  British  authorities,  and  not 
binding  on  owners  until  notice  of  such  approval,  and  providing 
that  the  charterers  must  sign  and  abide  by  the  British  bunker 
rules   before   It  would   become   effective,   was. a  charter  party, 
and  not  an  agreement  to  make  one,  and  bound  the  charterers 
to  sign  such  rules,  and  was  broken  by  their  failure  to  do  so. 
—Ibid. 

Tender  to  Charterers,   Who   Did   Not  Sign   British   Bunker   Rules 
As  Agreed,  Held  Not  Necessary: 

Where  a  charter  required  the  charterer  to  sign  and  abide 
by  the  British  bunker  rules,  and  the  facts  surrounding  a  delay 
while  the  owner  was  urging  the  charterer  to  sign,  and  the 
owner's  effort  to  Induce  It  to  sign  the  rules,  showed  that  the 
vessel  would  have  been  at  the  charterer's  disposal,  If  it  had 
carried  out  its  obligation  to  sign  the  rules,  a  useless  tender 
was  not  required. — Ibid. 

In  Action  for  Breach  of  Agreement  for  a  Charter,  Plaintiff  Held 
Required  to  Prove  Ability  and  Readiness  to  Perform: 
(Circuit   Court   of   Appeals,   Ninth    Circuit.)      Under   a   con- 
tract for  the  charter  by  defendant  to  plaintiff  of  a  steamship, 
requiring  plaintiff  to  give  a  satisfactory  guaranty  for  the  amount 
of  the  hire  money,  defendant  presented  to  plaintiff  for  signature 
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a  charter  party  containing  a  guaranty  not  In  accord  with  the 
contract,  for  which  reason  plaintiff  refused  to  sign  it,  and  on 
the  neM  day  defendant  canceled  the  contract.  Hold,  in  an 
action  for  breach  of  the  contract,  that  to  entitle  plaintiff  to 
recover  it  was  Incumbent  on  him  to  prove  that  he  was  ready, 
able,  and  willing  to  perform  th<>  contract  on  his  part,  including 
the  giving  of  guaranty  provided  for  therein.  (Herm  v.  American 
Hawaiian  S.  S.  Co..  279  Fed.  Rep.  72.) 
Tug  Held  Negligent  in  Attempting  Voyage  Under  Weather 

Conditions     Existing    Without     Even     Inquiry    as    to    Storm 

Signals: 

(Circuit  Court  of  Appeals,  Fourth  Circuit.)  A  tug  held 
negligent  in  attempting  a  voyage  from  Baltimore  to  Norfolk 
with  three  heavily  laden  seagoing  barges  early  in  the  month  of 
March,  when  t he  weather  was  cloudy  and  the  barometer  falling, 
and  had  been  low  for  several  days,  without  so  much  as  an 
inquiry  as  to  ilie  existence  of  storm  signals,  which  were  up. 
(Maryland  Transp.  Co.  v.  Dempsey  et  al.  279  Fed.  Rep.  94.) 
Tug  Bound  to  Exercise  Reasonable  and  Ordinary  Care,  Caution, 

and   Maritime  Skill: 

While  a  tug  is  not  the  insurer  of  its  tow,  and  the  duties  of 
a  common  carrier  are  not  imposed  on  it,  it  is  charged  with  the 
exercise  of  reasonable  and  ordinary  care,  caution,  and  maritime 
skill  in  and  about  the  service  undertaken,  and  is  liable  for 
omissions  in  this  respect. — Ibid. 
Duty  of  Tug  to  Stand  by  or  Return  at  Earliest  Moment  When 

Tow  Cast  Off,  Etc* 

Tugs  owe  a  high  degree  of  diligence  to  look  after  lives  and 
property  committed  to  their  care,  when  from  force  of  circum- 
stances the  tow  is  set  adrift,  cast  off,  or  temporarily  abandoned, 
and  the  obligation  to  stand  by  should  he  strictly  observed,  so 
long  as  it  is  reasonably  safe  and  proper  to  do  so,  and  it  is  the 
duty  of  the  tug  to  return  at  the  earliest  moment  and  vigorously 
attempt  to  care  for  those  in  danger  and  distress. — Ibid. 
Tug  Held  Negligent  in  Not  Caring  for  Tows  Which  Had  Been 

Cast  Off   During   Storm: 

Where  a  tug,  during  a  gale  on  Friday  afternoon,  cast  off  its 
tows  near  the  mouth  of  the  Severn  river,  and  did  not  return 
until  late  Saturday  evening,  and  then  left,  though  one  of  tho 
tows  was  flying  distress  signals,  and  on  the  following  day  re- 
turned to  Baltimore,  under  orders  from  its  home  office,  for  the 
alleged  reason  that  it  did  not  have  sufficient  coal  to  make  the 
trip,  though  it  had  ample  coal  to  bring  in  the  barges,  and 
another  tug  was  not  sent  to  aid  the  tows  until  Monday  morning, 
after  one  of  the  tows  had  sunk,  the  tug  held  guilty  of  inexcusable 
negligence. — Ibid. 
Tug  Owner  to  Have  Participated  'in  Negligence,  and  Not 

Entitled   to   Limitation   of   Liability: 

Where  the  owner  of  a  tug,  through  its  vice  president  and 
executive  officer,  knew  of  a  contract  of  towage  from  Baltimore 
to  Norfolk,  the  capacity  of  the  tug,  and  that  the  voyage  was 
started  under  adverse  weather  conditions,  and  was  advised  by 
'phone  that  the  tows  had  been  cast  off,  and  its  vice  president 
subsequently  directed  the  tug  to  return  to  Baltimore,  the  owner 
was  not  entitled  to  a  limitation  of  liability,  under  Rev.  St.  Sec. 
4283  (Comp.  St.  Sec.  8021),  as  It  had  full  knowledge  of,  and 
participated  in,  the  acts  of  negligence  bringing  about  the  loss. 
—Ibid. 

Schooner   Held  to  Have  Proceeded  on   Voyage  With   Reasonable 
Dispatch  After  Delivery  of  Goods: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  A  schooner  to 
which  the  llbelant  delivered  soda  for  shipment  in  January  held 
to  have  sailed  with  reasonable  dispatch,  though  it  did  not  sail 
until  March,  and  other  steamers  had  been  able  to  secure  cargo 
and  proceed  on  the  same  voyage  during  that  period,  where  it  is 
an  auxiliary  schooner,  which  was  less  desirable  as  a  carrier  than 
similar  vessels,  and  it  would  have  taken  her  from  two  or  three 
weeks  to  load,  if  all  her  cargo  had  been  loaded  at  one  time, 
and  sailing  was  also  delayed  by  a  strike.  (Cavalliotis  v.  Seven- 
ty-Five Drums  of  Caustic  Soda  et  al.  Mehaffy  v.  Same.  279  F. 
Rep.  109). 


Personal  Notes 


V.  P.  Summerfleld  has  been  appointed  assistant  general 
freight  agent  for  the  Pennsylvania  System,  at  Philadelphia.  J. 
T.  Carbine  has  been  appointed  coal  freight  agent  for  the  same 
road  at  Philadelphia. 

The  official  title  of  J.  M.  Mallory,  of  the  Central  of  Georgia, 
has  been  changed  from  industrial  agent  to  general  industrial 
agent,  and  that  of  J.  F.  Jackson,  from  agricultural  agent  to  gen- 
eral agricultural  agent.  Their  headquarters  will  remain  In 
.Savannah,  Oa.,  as  at  present. 

J.  R.  Chlsman  has  been  appointed  general  agent  for  the 
Nashville,  Chattanooga  ft  St.  Louis,  at  Memphis,  succeeding  J. 
C.  Ryan,  who  resigned. 


The  Norfolk  &  Western  has  announced  the  following  ap- 
pointments: B.  W.  Herrmap,  assistant  freight  traffic  manager, 
Roanoke,  Va.;  G.  F.  Butler,  general  freight  agent,  Roanoke;  O. 
W.  Cox,  coal  freight  agent,  Roanoke;  S.  F.  Thacker,  commercial 
agent  Bristol,  Va.-Tenn.;  W.  A.  Huse,  assistant  general  freight 
agent  Roanoke;  J.  H.  Wilson,  assistant  general  freight  agent, 
Roanoke;  G.  C.  Van  Zandt,  assistant  general  freight  agent,  Colum- 
bus, Ohio;  F.  W.  Jones,  general  agent,  Cincinnati;  F.  H.  Pitman, 
division  freight  agent,  Roanoke. 

The  International  &  Great  Northern  has  announced  the  fol- 
lowing appointments:  M.  L.  Morris,  city  passenger  and  ticket 
agent,  at  Austin,  succeeding  P.  J.  Lawless,  general  passenger 
agent,  who  retired;  Ashley  Poynor,  district  freight  and  passen- 
ger agent,  St.  Louis;  J.  P.  Roquemore,  superintendent  of  motive 
power,  Palestine,  Texas. 

The  Texas  &  Pacific  has  announced  the  following  appoint- 
ments: R.  R.  Hollinger,  assistant  general  freight  agent,  Dallas, 
Tex  •  G.  C.  Whitney,  general  eastern  agent.  New  York;  W.  J. 
Mitchell,  general  agent,  Pittsburgh;  V.  B.  Gilman,  general  agent, 
Kansas  City;  J.  F.  Green,  general  agent,  Fort  Worth;  J.  D.  Webb, 
foreign  freight  agent,  New  Orleans. 

Aldon  J.  Anderson  has  been  appointed  general  freight  and 
passenger  agent  for  the  Salt  Lake  &  Utah,  at  Salt  Lake  City. 

The  Lehigh  Valley  has  announced  the  following  appoint- 
ments: W.  L.  Donaldson,  general  freight  traffic  agent,  New  York; 
Ira  F.  Auch,  assistant  general  freight  agent,  Buffalo,  N.  Y.;  C. 
W.  Murphy,  general  agent,  Philadelphia;  C.  C.  Dailey,  general 
agent,  Philadelphia. 

James  W.  Mee  has  been  appointed  general  agent  for  the  Los 
Angeles  harbor  district,  Pacific  Electric  Railway  Co.,  at  San 
Pedro,  Cal. 

Joseph  W.  Powell,  who  recently  resigned  the  position  of  presi- 
dent of  the  U.  S.  Shipping  Board  Emergency  Fleet  Corporation, 
was  elected  a  member  of  the  board  of  governors  of  the  Maritime 
Association  of  the  Boston  Chamber  of  Commerce. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

The  Transportation  Club  of  Louisville  is  planning  to  hold 
Its  annual  outing  at  West  Baden  Springs,  Ind.,  June  24  and  25. 
Special  trains  will  leave  Louisville  shortly  after  noon  on  the 
24th  and  will  return  at  eight  o'clock  on  the  following  day.  The 
club  held  a  barbecue  at  the  Fair  Grounds,  June  10. 


The  members  of  the  Traffic  Club  of  Baltimore  were  enter- 
tained by  their  fellow  members,  in  amateur  theatricals,  June  6. 
B.  F.  Woelper,  Jr.,  postmaster  of  Baltimore,  addressed  the  meet- 
ing on  "The  Postal  Service."  The  club  will  hold  its  annual  out- 
ing and  dinner  at  Buedel's  Park,  Middle  River,  June  24. 

A.  D.  Page,  sales  manager,  Edison  Lamp  Works,  General 
Electric  Company,  spoke  at  the  meeting  of  the  Traffic  Club  of 
Newark,  at  Stetter's  Hotel,  June  5,  on  "What  Will  Effectively  Re- 
store Business." 


The  Traffic  Club  of  New  York,  through  its  public  affairs 
committee,  June  2,  adopted  the  following  resolution: 

Whereas,  the  recent  action  of  the  Interstate  Commerce  Commis- 
sion in  reducing  freight  rates,  meets  the  general  demand  for  such  re- 
ductions, and  also  in  order  to  stabilize  business  conditions;  be  it 

Uesolved,  that  the  Traffic  Club  of  New  York  hereby  expresses  its 
approval  of  the  action  of  the  Railroad  Labor  Board  in  its  award 
reducing  wages,  and  expresses  the  hope  that  said  board  will,  at  a 
very  early  date,  follow  with  favorable  action  on  other  applications  now 
pending. 

The  third  annual  shippers'  and  carriers'  convention  and  out- 
ing of  the  Traffic  Club  of  Minneapolis  will  be  held  at  Alexan- 
dria, Minn.,  June  13  to  18.  Headquarters  will  be  at  the  Hotel 
Maryland,  on  Lake  Mary.  About  150  railroad  officials  and  com- 
mercial traffic  representatives  from  outside  of  Minneapolis  are 
expected  to  attend.  A  program  of  sports  and  amusements  is 
being  arranged. 


ILLINOIS  CENTRAL  STOCK 

The  Illinois  Central  has  been  authorized  by  the  Commission 
to  issue  $10,929,600  of  common  stock,  consisting  of  109,296 
shares  of  the  par  value  of  $100,  in  conversion  of  a  like  amount 
of  preferred  stock.  The  Commission  authorized  the  issuance 
of  the  preferred  stock  by  order  of  May  23,  1922.  This  stock 
will  contain  a  provision  entitling  the  holder  thereof  to  convert 
the  same  at  his  option  into  common  stock  after  September  1, 
1922,  on  the  basis  of  share  for  share  of  equal  par  value. 


T.  A.  &   G.  STOCK 

The  Tennessee,  Alabama  &  Georgia  Railway  Company,  re- 
cently organized  to  take  over  the  property  of  the  Tennessee, 
Alabama  &  Georgia  Railroad  Company,  operating  between  Chat- 
tanooga, Tenn.,  and  Gadsden,  Ga.,  has  appplied  to  the  Commis- 
sion for  authority  to  issue  $400,000  of  common  stock  as  fully 
paid-up  and  non-assessable  stock  in  payment  of  the  property 
purchased  and  for  the  further  privilege  of  issuing  a  like  amount 
of  preferred  stock. 
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Local  Tariffs-  Twelfth   !,<->-mi  in  the  Course  Prepared  for  the  Traffic   Worlil  by  Grover  G.  Huebner, 
Ph.  D.,  Professor  of  Commerce  and  Transportation,  University  of  Pennsylvania* 


Traffic  passing  between  points  on  one  railroad  is  known  as 
local  traffic,  the  rates  applicable  to  such  shipments  are  called  lo- 
cal rates,  and  the  tariffs  in  which  Mien  rates  are  published  are 
local  tariffs.  As  stated  in  the  preceding  lesson,  local  tariffs  may 
contain  class  or  commodity  rates,  or  both,  and  they  may  quote 
proportional  rates  to  be  used  for  interline  traffic  in  conjunction 
with  other  rates  in  order  to  find  the  combination  rate  to 
destination. 

Local  rates  may  be  stated  In  various  ways.  Sometimes,  es- 
pecially when  rate  scales  are  prescribed  by  the  Commission  or 
the  various  state  commissions,  local  tariffs  are  distance  tariffs. 
Such  forms  of  tariffs  show  the  distance  between  each  two  sta- 
tions on  the  railroad  and  also  contain  tables  of  rates  to  be  used 
in  ascertaining  the  rates  for  the  various  distances.  A  UKUB! 
method  of  arranging  the  rate  table  is  to  show  the  rates  for  five 
miles  and  each  succeeding  five-mile  unit  up  to  a  certain  clisi 
— say  100  miles.  From  here  on.  the  rates  chance  fox  each  ten- 
mile  block  up  to  a  certain  distance,  from  which  higher  multiples 
of  five  are  used  as  units  for  quoting  rates,  and  BO  on.  This  prac- 
bears  out  the  principle  that  th.-  longer  the  haul,  the  lower 
relatively  the  rate  should  be. 

A  second  way  In  which  local  rnti-s  may  be  published  Is  by 
showing  rates  "from"  named  stations  "to"  named  stati»ns.    Tin- 
rate*  from  all  stations  on  a  railroad  to  all  stations  on  the  same 
line  may  be  shown  In  one  tariff,  particularly  if  the  number  of 
stations  is  not  too  large.     If  the  railroad  Is  a  large  on. 
tariffs  may  be  issued  to  cover  local  traffic  or  some  other  de\ 
such  as  showing  the  rates  from  a  single  station  or  group  of  sta- 
tions to  all  other  points  on  the  line,  may  be  used. 

The  actual  rates  may  be  shown  In  several  ways.  Thus,  the 
stations  from  which  rates  apply  may  be  arranged  vertically  at 
the  left  of  the  page  In  tht  order  of  Mieir  index  numbers,  and 
the  points  to  which  rates  apply  arranged  horiiontally  «t  the  top 
of  the  page  In  similar  order.  Alphabetical  arrangement  of  eta- 
tlons  may  also  be  resorted  to.  In  the  square  formed  by  the  In- 
tersection of  the  horizontal  line  drawn  from  the  name  of  the 
station  from  which  the  rate  is  desired  nnd  the  vertical  line  from 
the  station  at  the  top  of  the  page  to  which  the  rate  Is  wanted, 
there  Is  placed  a  "rate  reference"  or  "rat»  group"  number.  By 
looking  up  this  number  In  a  table  of  rates  given  at  the  back 

ie  tariff,  the  rate  for  each  class  of  traffic  for  the  particular 
shipment  Involved  may  be  obtained.  Figure  1  shows  part  of  a 
tariff  of  this  kind  containing  the  points  from  and  to  which  rates 
apply  and  Figure  2  shows  a  section  of  the  "table  of  rates"  from 
which  the  actual  rate  desired  may  be  secured. 

Suppose  the  fourth  claw  rate  from  Fort  Hill  to  Fern  G'.en 
were  desired.  By  looking  up  the  page  on  which  this  particular 
shipment  Is  provided  for.  It  will  b*  seen  that  rate  reference  num- 
ber 1519  should  be  used  to  obtain  the  rate.  Then,  turning  to  the 
table  of  rates  contained  in  the  back  of  the  tariff,  rate  reference 
or  group  number  1519  will  Indicate  a  fourth  class  rate  of  33V4 
cents  per  100  pounds. 

Figure  1 
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published  is  too  large,  a  tariff  of  this  type  becomes  bulky  and 
cumbersome. 

Rates   "From"    Stations   "To"   Stations 

To  overcome  this  disadvantage,  the  tariff  may  indicate  sta- 
tions by  number  only  and  refer  either  to  an  index  of  stations 

.lined  in  i  hi-  tariff  or  to  an  additional  publication  in  order  to 
ascertain  the  numbers  of  the  stations  between  which  a  shipment 
is  to  be  made.  One  tariff  of  this  type  gives  the  rates  to  stations 
indicated  by  number  and  name  and  from  stations  indicated  by 
nuaibtr  only.  Suppose  the  second  class  rate  from  Millersburg, 
I'a..  lo  (ilenndale,  Md..  were  desired.  In  the  illustration  shown  in 
Figure  3.  it  would  be  necessary  to  look  up  both  stations  in  I!H' 
index  to  the  tariff  and  note  the  index  number  of  each.  This 
would  show  Millersburj:  to  be  No.  Sfilii  and  (Ilenndale  No.  7360. 
The  second  class  rate  indicated  in  the  tariff  for  shipments  from 
No.  &32  to  No.  7360  is  66  cents  per  100  pounds. 

Figure  3 
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Another  variation  of  this  method  of  publishing  rates  is  by 
indicating  the  stations  from  which  rates  are  to  apply  by  name 
and  those  to  which  rates  apply  by  number  only.  The  number  of 
points  for  which  rates  are  to  be  published  is  one  of  the  deciding 
factors  as  to  the  form  the  tariff  will  take. 

Instead  of  indicating  rates  "from"  stations  "to"  stations,  a 
tariff  may  show  rates  "between"  stations.  In  which  case  the  rate 
is  the  same  In  both  directions  between  any  two  stations  on  the 
railroad.  Such  a  tariff  contains  an  alphabetical  list  of  stations 
between  which  rates  apply,  together  with  the  index  number  of 
each  station.  In  the  body  of  the  tariff,  appear  in  the  order  of 
their  Index  numbers,  all  the  stations  on  the  line  and  the  rates 
between  these  points  and  all  other  points  having  a  higher  index 
number  are  indicated  by  means  of  a  rate  reference  number.  It 
-nary,  in  order  to  find  any  particular  rates,  to  look 
up  the  index  numbers  of  the  particular  stations  between  which 
the  shipment  is  to  be  made  and  then  turn  to  the  table  with  the 
lowest  index  number.  The  following  illustration  will  serve  to 
show  how  such  a  tariff  Is  to  be  used. 

Figure  4 
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only  to  look  up  the  index  number  of  each  station  without  refer- 
ence to  the  direction  of  the  shipment.  This  shows  that  Best  Is 
Index  No.  401  and  Delong  is  assigned  Index  No.  189  (Fig.  4). 
The  latter  being  the  lower  number,  the  table  for  Index  No.  189, 
Delong,  must  be  consulted  (see  Fig  5).  The  rate  between  sta- 
tion numbers  189  and  401 -(Best),  is  indicated  by  rate  reference 
number  1695.  Turning  to  the  table  of  rates  (Fig.  6),  the  third 
class  rate  applicable  to  reference  number  1695  is  27  cents  per 
100  pounds. 

.  Note  A  on  Figure  5,  to  which  reference  is  made  for  ship- 
ments between  station  number  189  and  all  other  stations  taking 
lower  numbers  merely  explains  that  the  table  for  the  station 
bearing  the  lower  number  must  be  consulted.  Thus,  if  a  ship- 
ment were  to  be  made  between  Delong  (Index  No.  189)  and  Con- 
nor (Index  No.  67)  (see  Fig.  4)  the  table  for  No.  57  would  be 
used. 

Local   Tariffs   and   Classifications 

In  accordance  with  the  requirements  of  the  Commission,  the 
classification  or  classification  exceptions  governing  every  tariff 
must  be  stated  on  the  title-page  of  Uiat  tariff.  One  of  the  three 
great  classifications,  as  contained  in  the  Consolidated  Classifica- 
tion, may  govern  the  tariff;  if  the  shipments  for  which  rates  are 
named  in  the  tariff  are  all  located  in  one  state,  a  state  classifica- 
tion may  govern;  frequently  the  tariff  is  subject  to  one  of  the 
many  classification  exception  sheets  which  are  issued  by  the 
railroads  or  it  may  be  governed  by  a  special  classification  for  cer- 
tain designated  commodities.  Whenever  the  tariff  is  subject  to 
a  classification  exception,  it  is  necessary  first  to  see  if  I  he  goods 
to  be  shipped  are  classified  there,  because  such  exceptions  take 
precedence  over  the  regular  classification.  If  not  listed  in  the 
exception  sheets,  the  latter  governs  the  shipment. 

Sometimes  a  local  tariff  may  dispense  entirely  with  a  classi- 
fication. In  such  cases,  the  rates  may  be  the  same  on  all  kinds 
of  freight  traffic,  or  they  may  be  divided  into  "merchandise"  and 
"commodity"  rates.  For  particular  articles  designated,  the  latter 
are  applicable,  while  the  "merchandise"  rates  apply  to  all  other 
traffic. 

Commodity  rates,  when  quoted,  take  the  shipment  out  of  the 
classification  and  make  it  subject  to  such  commodity  rates. 
Whenever  such  rates  are  provided,  therefore,  class  rates  do  not 
apply,  even  though  lower,  unless  an  alternative  use  of  class  and 
commodity  rates  is  authorized  by  the  tariff.  Frequently,  one 
tariff  combines  both  types  of  rates,  the  commodity  rates,  of 
course,  applying  only  on  the  articles  specified. 

Notes  and    Reference    Marks 

In  reading  freight  tariffs  or  classifications,  too  much  care 
cannot  be  exercised  in  giving  attention  to  all  of  the  regulations 
contained  in  the  notes  and  reference  marks  found  in  the  publi- 
cations. Whenever  a  notation  of  any  kind  is  made  in  connection 
with  a  rate,  such  notation  should  be  looked  up,  as  it  frequently 
has  an  important  bearing  on  the  shipment.  The  failure  to  take 
cognizance  of  such  references  may  lead  to  costly  errors. 

Application   of   Local    Rates 

Local  rates  are  used  for  making  shipments  between  points 
located  on  one  railroad,  but  frequently  local  rates  may  be  used 
in  order  to  find  the  combination  rate  on  joint  or  interline  ship- 
ments.    Although  joint   tariffs  are  usually  published   for  such 
hauls,  there  are  thousands  of  points  for  which  joint  rates  are  not 
provided.    In  such  cases,  a  local  rate  or  sometimes  a  proportional 
•ate,  as  published  in  local  tariffs,  must  be  used  to  obtain  the 
rate  for  that  part  of  the  shipment  to  which  the  local  tariff  ap- 
plies and  for  the  balance  of  the  charge  to  destination,  joint  rates, 
proportional  rates,  or  additional  local  rates  must  be  used     By 
[ding  together  the  various  local  rates  available,  the  combination 
•ate  to  destination,  is  obtained.    The  ability  to  pick  combination 
rates  which  give  the  lowest  charge  or  the  best  service  or  both 
s  of  the  ear-marks  of  a  good  traffic  manager.     In  order  to 
s  necessary  to  be  familiar  with  tariffs  and  routes. 
How  to  Find  the  Location  of  Stations 

In  order  to  find  the  rate  between  any  two  points,  it  is  neces- 
»ry  to  know  the  railroads  on  which  such  points  are  located 
Each  railroad  usually  publishes  a  list  of  tariffs  in  which  rates 
to,  from  or  via  points  on  its  lines  are  quoted 

When  the  railway  location  of  any  station  is  not  known,  there 

two  Important  publications  which  may  be  used  to  find  such 

ie  are  BulllnKer's  Postal  and  Shipper's  Guide  and  the 

le  of  the  Railways  and  Steam  Navigation  Lines  of  the 

Each  of  these  volumes  contains  an  alphabetical 

railroad  stations  in  the  United  States,  together  with 

f  i  n  M6  r1allroad  or  railroads  by  which  each  is  served. 

iclal  Guide  is  more  particularly  for  use  in  connection  with 

B  passenger  gervice,   while   Bullinger's  Guide  is  probably  of 

greater  value  to  the  traffic  manager. 

Another  important  shipping  publication  is  the  Official  Hall- 
way Equipment  Register.     This  volume  contains  a  full  descrip- 
lon  of  the  car  equipment  of  the  leading  railroads  in  the  coun- 
ilso  contains  a  list  of  all  junction  points  where  physical 
ct  on  between  the  various  railroads  is  made  and  thus  is 
frequently  of  use  for  the  routing  of  freight. 


PIPE  LINE  TRANSPORTATION 

The  Traffic  World  Washington  Bureau 

What  is  transportation  by  pipe  line  was  discussed  between 
Carl  A.  Mapes,  solicitor  for  the  commissioner  of  internal  revenue, 
and  representatives  of  the  oil  industry,  at  Mr.  Mapes'  office 
June  7.  The  question  was  raised  a  few  months  ago  when  the 
internal  revenue  collectors  in  the  oil  regions  of  the  country 
swooped  down  upon  the  owners  of  everything  that  looked  like 
a  pipe  line  and  demanded  the  payment  of  the  transportation  tax 
imposed  by  the  revenue  law  of  1917,  together  with  penalties  for 
failure  to  pay  in  the  year  when  due. 

Knowing  little  about  transportation  the  collectors  demanded 
the  now-repealed  transportation  tax  on  every  barrel  of  oil  put 
through  a  pipe  even,  in  one  case,  through  the  pipes  leading  from 
loading  rack  tanks  into  tank  cars.  The  company  asked  to  pay 
the  tax  on  the  oil  that  flowed  through  those  pipes  had  to  resort 
to  transportation  by  railroad  because,  when  a  new  field  was 
opened,  the  production  exceeded  the  capacity  of  its  pipe  lines 
to  carry.  It  has  been  asked  to  pay  the  tax  in  addition  to  the 
tax  it  paid  for  having  its  oil  transported  by  rail  because  the  col- 
lector, to  be  on  the  safe  side,  held  that  the  pipe  laid  on  the 
ground  from  the  loading  rack  tank  to  the  nozzle  through  which 
the  oil  flowed  into  the  tank  car  was  transportation  by  pipe  line. 

Wayne  Johnson,  the  predecessor  of  Mr.  Mapes  in  office, 
suggested  the  establishment  of  a  rule  of  presumption  as  an  aid 
to  the  internal  revenue  officers  in  the  collection  of  the  tax  to 
the  effect  that  if  the  oil  passed  through  a  pipe  of  six  inches 
diameter  or  greater  the  presumption  shall  be  that  transportation 
within  the  meaning  of  the  law  took  place;  also  that  any  trans- 
portation for  hire,  no  matter  what  the  diameter  of  the  pipe,  is 
transportation  within  the  meaning  of  the  law  and  subject  to  the 
tax. 

The  commissioner  of  internal  revenue  ruled,  before  the  col- 
lectors descended  upon  the  oil  companies  and  demanded  the 
tax,  that  transportation  through  pipe  lines  incidental  to  refining 
should  not  be  deemed  taxable  transportation.  The  collectors, 
therefore,  assessed  the  tax  against  transportation  through  small 
gathering  lines  that  carried  the  oil  from  the  wells  to  the  settling 
and  flow  tanks,  from  which  the  comtaon  carrier  pipe  lines  take 
the  oil.  The  oil  men  claimed  that  transportation  was  akin  to 
the  transportation  that  takes  place  when  a  farmer  hauls  his 
crops  to  the  barn  or  to  the  railroad  station  and  not  transporta- 
tion within  the  meaning  of  the  law.  Dozens  of  suits  to  abate 
the  taxes  so  assessed  have  been  begun  in  the  courts. 

The  views  of  the  protesting  oil  companies  were  prepared 
for  presentation  to  Mr.  Mapes  by  a  committee  composed  of 
Wayne  Johnson,  the  former  solicitor;  R.  L.  Welsh,  secretary 
and  general  counsel  for  the  American  Petroleum  Institute;  M. 
W.  Madison  and  Fayette  B.  Dow.  They  contended  the  law 
meant  to  tax  only  that  transportation  by  pipe  lines  which  was 
a  substitute  for  transportation  by  a  common  carrier  railroad,  in 
getting  the  oil  from  the  well  to  the  consumer. 


FOUR  MONTHS'  CLAIM  NOTICE 

The  Traffic   World   Washington  Bureau 

Failure  of  the  petitioner  to  give  the  notice  required  by  the 
express  receipt  resulted  in  the  Supreme  Court  of  the  United 
States  this  week  denying  a  petition  for  a  writ  of  certiorari  in 
No.  979,  Gillette  Safety  Razor  Co.  vs.  James  C.  Davis,  Director- 
General  of  Railroads. 

The  petitioner  said  the  action  was  based  on  the  failure  of 
the  defendant,  as  he  was  in  control  of  the  American  Railway 
Express  Company,  to  deliver  safety  razors  and  razor  blades 
of  a  value  of  114,323.01,  which,  however,  were  shipped  at  an 
agreed  valuation  of  $5,860.56.  The  shipment  was  sent  from 
Boston  to  New  York  and  was  never  delivered  to  the  consignee. 
The  defendant  defended  solely  on  the  ground  that  no  notice  in 
writing,  as  required  by  the  terms  of  the  bill  of  lading,  was 
given  to  it  within  four  months.  The  petitioner  contended  that 
non-delivery  by  a  common  carrier  was  negligence  and,  there- 
fore, the  petitioner  was  not  required  to  give  notice.  This  con- 
tention was  overruled  by  the  Circuit  Court  of  Appeals  for  the 
First  Circuit,  which  is  sustained  by  the  denial  of  a  writ. 

OKLAHOMA  SERVICE  LETTER  LAW 
The  constitutionality  of  the  service  letter  law  of  Oklahoma, 
requiring  public  service  corporations  to  give  dismissed  employes 
letters  stating  why  they  have  been  dismissed,  was  sustained 'by 
the  Supreme  Court  of  the  United  States  this  week  in  No  19  Chi- 
cago, Rock  Island  &  Pacific  vs.  David  J.  Perry.  Perry  was  a 
switchman  who  sued  the  carrier  for  damages  because  of  a  mis- 
statement  in  his  service  letter.  The  state  courts  gave  him  judg- 
ment. The  constitutionality  of  the  service  letter  law  was  at- 
tacked by  the  carrier.  The  Supreme  Court  sustained  the  lower 
courts. 


Copies  of  the  current  DAILY  TRAFFIC  WORLD 
for  eastern  subscribers  are  mailed  on  the  "Broadway 
Limited"  and  "20th  Century  Limited"  trains. 
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A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


A  TRANSPORTATION  INSTITUTE 

Editor  The  Traffic  World: 

I  am  attaching  hereto  a  press  release  (published  elsewhere) 
covering  the  imperative  need  for  the  organization  of  an  insti- 
tute to  be  supported  by  the  users  and  owners  of  transportation, 
but  whose  policy  is  to  be  directed  by  a  thoroughly  disinterested 
board.  The  object  of  this  institute  would  be  to  study  the  funda- 
mental problems  of  transportation,  the  relationship  of  the  dif- 
ferent transportation  agencies,  the  relation  of  transportation  to 
agriculture,  industry,  trade  and  commerce,  to  establish  basic 
facts  and  principles  of  transportation,  and  to  impart  the  knowl- 
edge of  transportation  by  various  means,  to  those  engaged  in 
transportation  activities  as  well  as  to  the  general  public. 

During  the  Investigation  of  the  transportation  problem  cov- 
ered by  part  3  of  the  report  of  this  commission,  which  will  be 
available  for  distribution  very  shortly,  a  finding  Is  made  by  the 
commission  covering  the  need  for  such  an  organization.  During 
my  year  of  study  of  this  problem,  the  lack  of  any  central  agency 
for  the  study  of  transportation  and  its  relationships,  and  for 
educating  not  only  those  who  must  In  the  future  be  responsible 
for  the  performance  of  transportation,  but  also  of  the  thousands 
of  users  of  transportation,  has  been  very  forcibly  impressed  upon 
me. 

I  have  noted  with  a  very  great  deal  of  Interest  the  editorials 
appearing  in  The  Traffic  World  on  this  subject.  I  heartily  en- 
dorse the  proposal.  I  can  see  no  reason  why  a  national  transpor- 
tation institute  should  not  be  erected  end  made  one  of  the  fore- 
most organizations  of  its  kind  In  the  country.  Such  an  Institu- 
tion I  think,  preferably,  should  be  maintained  by  private  insti- 
tutions rather  than  under  governmental  authority,  and  its  sup- 
port should  come  from  the  largest  possible  number  of  people,  so 
that  its  conclusions  could,  under  no  circumstances,  be  subject 
to  financial  control  by  any  Industry  or  group  of  people. 

The  Importance  of  such  an  Institute  will  become  more  and 
more  apparent,  as  will  the  need  of  greater  knowledge  and  better 
understanding  of  transportation  by  those  responsible  for  It,  as 
well  as  by  Its  users. 

I  desire  to  state  that  I  am  In  entire  accord  with  Mr.  Conn's 
expressions  before  The  Traffic  Club  of  Minneapolis,  with  respect 
to  the  need  and  organization  of  this  institute. 

Sydney  Anderson.  Chairman, 
Joint  Commission  of  Agricultural   Inquiry, 
Washington.  D.  C..  June  1.  19>z.  U.  S.  Congress. 


THE  ST.  LAWRENCE  CANAL 

Editor  The  Traffic  World: 

I  have  before  me  a  copy  of  The  Traffic  World  of  May  6.  In 
which  yon  review  my  address  before  the  Boston  Chamber  of 
Commerce  on  the  Great  Lakes-St.  Lawrence  tidewater  proposl- 


I  am  calling  your  attention  to  this  fact  simply  to  explain 
my  point  of  view  and  to  correct  the  impression  that  you  may 
have  obtained  that  I  was  arguing  against  my  own  proposition. 
I  might  say  that  my  views  in  this  matter  are  not  hasty,  and  In 
no  sense  of  the  word  selfish  or  narrow.  I  have  been  located  on 
the  water  front  of  the  city  of  Portland  for  forty  years,  as  a 
wholesale  and  retail  coal  merchant,  and.  because  of  my  personal 
inclinations  and  my  business  interests,  have  made  a  very  careful 
study  of  port  and  harbor  developments,  waterways,  both  inland 
and  ocean,  and  maritime  matters  in  general.  I  have  come  into 
close  contact  with  the  captains  of  ocean  steamships  using  this 
port  (of  which  there  were  368  leaving  here  In  1917),  and  know 
their  «views  as  practical  navigators;  I  ant  also  personally  ac- 
quainted with  the  managers  and  owners  of  the  large  steamship 
lines  sailing  from  Portland,  such  as  the  Cunard,  The  White  Star- 
Dominion,  the  Leyland,  Thompson,  and  other  lines,  and  am  In 
close  touch  with  their  views  as  practical  steamship  men  at  all 
times.  I  have  visited  most  of  the  large  ports  of  this  country  and 
Europe  and  realize  fully  that  a  steamship  company  does  busi- 
ness along  the  lines  of  least  resistance  and  that  the  saving  of 
time  is  the  one  matter  of  prime  importance  to  them.  If  it  were 
not  for  the  fact  that  I  have  had.  perhaps,  a  rather  unusual  op- 
portunity to  become  fully  informed  on  the  matter  contemplated,  I 
should  not  have  the  temerity  to  Intrude  my  views  upon  the  pub- 
lic. I  am  a  business  man  and  have  nothing  to  gain  or  lose  ex- 
cept as  a  citizen  of  the  United  States  and  am  intensely  Interested 
that  the  public  should  know  the  whole  story  before  entering 
into  a  project  of  such  great  importance  as  the  proposed  Great 
Lakes-St  Lawrence  tidewater  proposition. 

Again  I  thank  you  for  the  fairness  with  which  you  have 
treated  my  article  and  trust  that  th*  above  will  correct  your 
former  Impression  as  to  my  attitude  on  the  subject  referred  to. 

Henry  F.  Merrill, 
President,  Directors  of  the  Port  of  Portland. 

Portland.  Me.,  June  2,  1922. 


MISQUOTATION  OF  RATES 

Kdltor  The  Traffic  World: 

I  have  read  with  Interest  the  articles  appearing  in  issues  of 
May  13  and  May  27  written  by  Mr.  Byars  and  Mr.  Schrivner,  re- 
spectively, with  reference  to  this  subject.  Why  couldn't  Section 
6,  Par.  11,  of  the  Interstate  commerce  act,  be  amended  to  read  as 
follows?: 

If  any  common  carrier  subject  to  the  provisions  of  this  act,  after 
written  request  made  upon  the  agent  of  such  carrier  hereinafter  in 
this  section  referred  to,  by  any  person  or  company  for  a  written 
statement  of  the  rate  or  charge  applicable  to  a  described  shipment 
between  stated  places  under  the  schedules  or  tariffs  to  which  such 
carrier  Is  a  party,  shall  refuse  or  omit  to  give  such  written  statement 
within  a  reasonable  time,  or  shall  misstate  In  writing  the  applicable 
rate,  and  If  the  person  or  company  making  such  request  suffers 


tlon.     I  thank  you  for  the  very  fair  and  Intelligent  review  of  said      lUmage  In  consequence  of  such"  refusal  or  omission  or  In  "consequence 
article,  which  is  only  In  line  with  what  we  all  have  come  to 


pect  from  The  Traffic  World,  edited  as  It  Is  by  as  able  and  fair 
a  man  as  yourself. 

I  am  writing  at  thin  lime  to  set  you  right  In  your  criticism 
of  my  statement  that  "the  proponent!)  of  the  plan  must  realize 
that  the  benefits  of  the  waterway.  If  completed  and  used  as 
projected,  must  of  necessity  work  Injury  to  the  seaboard  states 
and  cities  of  our  great  nation."  Thin  might  be  justly  open  to 
your  criticism  that  it  savored  of  sectionalism,  but  nothing  was 
further  from  my  mind  when  I  delivered  the  address. 

I  would  like  to  call  your  attention  to  the  fact  as  shown  in  a 
copy  of  the  complete  address.  I  opened  my  paper  with  the  state- 
ment that  the  result  of  the  carrying  through  of  the  project  would 
be  either  one  of  two  things,  a  success  or  a  failure,  and  that  I  felt 
confident,  as  a  result  of  my  study,  that  the  latter  would  be  tin- 
case.  Then  I  irieii  ti>  prove  my  case  by  showing  the  reasons  why 
I  considered  It  would  be  a  failure.  Realizing,  however,  that 
many  people  would  not  accept  my  views  as  to  the  impractlbllity 
of  the  project,  I  then  went  on  to  state  as  follows: 

I  am  thoroughly  convinced  that  the  plan  Is  not  practical  or  feas- 
ible, either  physically  or  economically,  nml  thnt  the  spending  of  the 
millions  of  dollars  necessary  to  entirely  <,,mplete  this  project  would 
ho  a  waste  and  an  endless  t»;  t  thin  country,  but. 

granting,  for  th<>  »nk>-  of  argument,  thnt  this  was  not  so.  but  that  the 
Or»at  takes-Ht.  tawrenc«  waterway  proportion  would  accomplish  all 
that  Us  proponent'  "The  establishing  of  a 

-om  th<-  I*>  to  .'ill  parts  of  the  world,  mak- 

ing erery   lake    port    nn  •  "    wh»t    would    be    th<-    effect    upon 

the  other  mute*  of  this  nation  and  especially  those  bordering  the 
Atlantic  ocean  and  the  gulf? 


•wf  .in.-  mlsstatement  of  the  rate,  either  through  making  the  shipment 
Over  a  line  or  route  for  which  the  proper  rate  Is  higher  than  the  rate 
over  another  available  line  or  route,  or  through  entering  Into  any  sale, 
ntract  whereunder  such  person  or  company  obligates  himself  or 
Itself  to  make  such  shipment  of  freight  at  his  or  Its  cost,  then  the 
carrier  shall  be  liable  to  the  person  or  company  for  his  or  Its  loss  upon 
proof.  Providing,  That  the  tariff  naming  the  rate  Is  not  on  file  and 
open  to  public  inspection  at  the  city  or  town  wherefrom  the  request 
originated.  Provided  further.  That  If  the  tariff  naming  the  rate  Is  on 
file  and  open  to  public  Inspection,  then  the  carrier  shall  be  liable  to  a 
penallty  of  two  hundred  and  fifty  dollars,  which  shall  accure  to  the 
u.  S.  and  may  be  recovered  In  a  civil  action  brought  by  the  U.  S. 

Such  an  amendment,  In  my  opinion,  would  tend  to  produce 
efficiency  In  the  rate  departments  of  the  carriers. 

I  am  a  graduate  of  an  extension  university  and  never  have 
had  actual  Industrial  experience  as  a  traffic  manager;  therefor, 
I  would  appreciate  hearing  from  those  so  engaged  as  to  why 
such  a  provision  would  not  be  fair  and  reasonable  to  both  carrier 
and  shipper,  without  breaking  down  sections  2  and  3  of  the  act. 

Herman  J.  Miller,  Supervisor, 
American  Ry.  Kxp.  Co. 

Boston,  Mass.,  June  4,  1922. 


M.  A   ST.   L.    BONDS 

The  Minneapolis  &  St.  Louis  Railroad  Company  has  been 

authorized  by  the  Commission  to  issue  189.000  of  refunding  and 

•  nslon  mortgage  6   per  cent  bonds  which  under  the   order 

may  be  pledged   from   time  to  time  as  collateral  security  for 

short  term  notes. 
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IRON  ORE  REDUCTIONS 

The  Traffic  World  Washington  Bureau 

The  Commission,  June  6,  Issued  its  sixth  section  permission 
No.  59051  authorizing  eastern  carriers  to  reduce  their  ex-lake 
and  local  ore  rates  10  per  cent  on  five  days'  notice  to  the  Com- 
mission and  to  the  public.  The  request  was  for  permission  to 
publish  them  on  one  day's  notice.  The  carriers  will  try  to  have 
the  tariffs  reach  the  flies  in  time  for  the  rates  to  become  op- 
erative June  15.  They  may  not  be  able  to  do  so,  but  the  effec- 
tive date  will  not  be  much  after  that  date. 

No  explanation  as  to  why  five  days'  notice  was  required 
was  given  by  the  Commission.  Its  practice,  however,  recently 
has  been  to  require  not  less  than  five  days'  notice,  especially 
in  cases  in  which  there  has  been  any  opposition.  Five  days 
enables  those  who  have  objections  to  bring  in  additional  facts, 
if  any  have  come  into  their  possession,  and  gives  the  Com- 
mission time  to  suspend  the  tariffs  if  it  finds  it  has  made  any 
serious  error. 

Special  permission  would  have  been  required  even  if  the 
carriers  decided  not  to  reduce  the  rates  on  iron  ore  before  the 
operative  (late  of  the  rates  the  carriers  have  said  they  would 
make  in  compliance  with  the  views  expressed  by  the  Com- 
mission in  the  1922  reduced  rate  case.  The  ex-lake  rates,  gen- 
erally speaking,  are  being  held  in  force  by  reason  of  the  order 
in  I.  and  S.  1514,  in  which  the  Commission  suspended  the  tariffs 
by  which  the  railroads  Bought,  at  the  beginning  of  the  year,  to 
continue  in  effect  the  ore  rates  put  into  operation  by  them  in 
October,  1921,  when  they  removed  the  whole  of  the  Ex  Parte  74 
Increase.  A  suspension  order  holds  in  place  the  rates  which 
would  have  been  displaced  by  the  suspended  schedules. 

This  permission  applies  only  to  the  rates  established  in 
compliance  with  Ex  Parte  74.  Rates  in  New  Jersey  and  Penn- 
sylvania have  been  changed  since  August  26,  1920,  by  taking 
off,  in  some  instances,  more  than  10  per  cent,  so.  the  special 
permission  will  not  apply  to  them. 

Application  for  sixth  section  permission  to  reduce  their  local 
rates  on  iron  ore  was  made  by  eastern  trunk  lines  June  5.  They 
asked  for  permission  to  make  the  10  per  cent  reduction  on  ore  of 
that  kind  on  one  day's  notice  for  the  reason  that,  if  they  were 
not  reduced  at  the  same  time  that  ex-lake  rates  were  reduced, 
there  would  be  discrimination. 

At  about  the  same  time  the  lake  front  furnace  interests, 
through  E.  E.  Williamson,  made  a  qualified  protest  against  the 
lowering  of  ex-lake  rates  on  less  than  the  ten-day  notice  provided 
in  the  reduced  rate  case.  He  said  his  clients  would  not  object 
if  and  when  it  was  shown  that  an  emergency  existed.  He  sug- 
gested a  conference  for  the  following  day  but  that  request  was 
not  granted.  The  Commission  then,  as  it  had  for  several  days, 
had  under  consideration  the  representations  made  to  it  by  the 
official  classification  carriers,  including  the  eastern  trunk  lines, 
for  permission  to  make  the  cut  on  ex-lake  ore  on  short  notice. 


ORE  TARIFF  SUSPENSION  CASE 

The  Traffic   World   Washington  Bureau 

Challenge  of  the  Commission's  assumed  power,  when  It 
suspends  a  reduced  rate,  to  lay  on  the  carrier  the  burden  of 
showing  that  the  proposed  rate  would  not  be  unduly  prejudicial 
or  unjustly  discriminatory,  has  been  made  by  Alexander  H.  Elder, 
attorney  for  the  Trunk  Line  carriers,  in  I.  and  S.  No.  1514,  in 
which  are  suspended  the  reduced  rates  proposed  by  his  clients 
from  mines  in  trunk  line  territory  to  blast  furnace  destinations 
in  that  territory.  Elder  in  his  brief  contends  there  is  no  sanc- 
tion in  the  law  for  the  position  the  Commission  has  taken.  That 
Is,  he  flatly  denies  that  the  law  places  any  burden  of  proof  on 
the  carriers  other  than  that  of  showing  that  rates  increased  since 
1910  are  not  unreasonable. 

The  brief  at  some  length  traces  the  broad  power  the  Com- 
mission has  in  connection  with  the  suspension  of  tariffs  and 
considers  the  nature  of  the  power  and  the  policy  and  procedure 
that  may  be  followed  in  its  exercise.  In  ordering  cancellation  of 
proposed  reduced  rates  on  sublimed  lead  from  Central  territory 
to  Trunk  Line  points,  after  a  finding  that  the  proposed  rates 
had  not  been  Justified,  it  is  stated  that  the  Commission,  in  reach- 
Ing  this  result,  stated  a  new  rule  of  evidence  to  the  effect  that, 
when  carriers  propose  rate  reductions,  the  burden  of  proof  rests 
on  them  to  show  that  such  reductions  will  not  cause  undue 
prejudice. 

"In  the  present  case,"  It  is  pointed  out,  "I.  and  S.  1514,  ex- 
lake  and  Trunk  Line  ore  rates,  the  Commission  has  suspended 
a  large  number  of  proposed  reductions  in  local  trunk  line  rates, 
although  the  protestants  at  Buffalo  have  no  direct  interest  In 
such  rates,  while  a  large  number  of  shippers  scattered  through- 
out Trunk  Line  territory  as  well  as  the  Trunk  Line  carriers, 
prior  to  the  suspension,  filed  with  the  Commission  Information 
tending  to  show  (1)  that  the  protestants  had  no  legitimate  In- 
terest In  the  Trunk  Line  rates  in  question,  and  (2)  that  the 
public  interest  required  that  said  reduced  rates  be  permitted  to 
go  Into  effect  on  April  1,  1920." 


In  the  sublimed  lead  case,  it  is  stated,  the  Commission,  by 
placing  the  burden  of  proof  on  carriers  in  reduced  rate  cases, 
lays  down  a  rule  of  evidence  which,  it  is  believed,  finds  no  sanc- 
tion in  the  law — on  the  contrary,  departing  from  the  fundamental 
theory  on  which  the  injunction  power  rests — that  the  power 
should  never  be  exercised  unless  the  complainant  first  proves 
that  he  will  be  irreparably  damaged.  "This  new  rule  seems  to 
be  based  upon  the  view  that  all  rale  changes  should  be  finally 
prohibited,  unless  the  carrier  proposing  them  proves  affirmatively 
that  they  will  not  be  unreasonable  or  prejudicial  to  anyone.  The 
only  burden  of  proof  which  the  law  places  upon  carriers  de- 
fendant before  the  Commission  is  that  stated  in  the  last  sentence 
of  paragraph  7  of  Section  15,  i.  e.,  the  burden  of  proof  justifying 
rate  increases  made  after  January  1,  1910." 

It  is  submitted,  the  brief  adds,  that  no  burden  whatever 
rests  on  the  carriers  to  justify  proposed  rate  reductions.  More- 
over, the  brief  points  out,  in  the  interest  of  brevity  and  fair 
play,  the  Commission  should  require  protestants,  in  cases  in- 
volving only  the  suspension  of  reduced  rates,  to  present  their 
evidences,  first,  so  that  the  carriers  will  know  precisely  what 
attack  on  their  proposed  rates  they  are  expected  to  meet.  As 
a  rule  of  evidence,  the  Commission  should  hold,  Mr.  Elder  con- 
tends, that  the  burden  of  proof  in  suspension  cases  involving 
reduced  rates  rests  on  the  protestants  to  show  the  proposed  rates 
will  be  prejudicial  or  otherwise  unlawful. 

This  attack  on  the  lawfulness  of  the  rule  observed  by  the 
Commission  was  part  of  the  material  put  into  the  record  by 
those  interested  in  the  suspension  case.  The  Elder  brief  asked 
for  the  immediate  vacation  of  the  suspension  order.  Counsel 
for  the  mine  operatives  in  Trunk  Line  territory  filed  a  motion 
for  immediate  vacation  of  the  suspension  order.  That  motion 
was  also  made  with  the  approval  of  blast  furnace  interests  not 
using  imported  iron  ore  on  the  representation  that  the  ores  from 
mines  in  the  eastern  part  of  the  country  now  and  for  a  long 
time  have  been  bearing  a  much  greater  transportation  charge 
than  the  ex-lake  ores  in  which  the  lake  front  furnaces  which 
procured  the  suspension  of  the  trunk  line  local  ore  rates  are 
primarily  interested. 

The  trunk  line  brief  takes  the  position  that  the  proposed 
reductions  were  put  forward,  not  because  any  of  them  admit 
the  rates  are  high  per  se  or  unjustly  discriminatory,  but  were 
proposed  solely  for  the  purpose  of  correcting  situations  that 
have  arisen  because  of  cuts  that  heretofore  had  been  made  by 
other  Trunk  Line  carriers. 

The  brief  also  attacks  the  Commission's  press  notice  in  con- 
nection with  its  suspension  of  reduced  ex-lake  rates.  It  says 
the  notice  seemed  to  give  support  to  the  theory  of  the  Buffalo 
interests  that  the  Commission  should  not  permit  the  reduction 
of  ore  rates  applying  in  one  direction  unless  there  was  a  contem- 
poraneous reduction  of  coal  and  coke  rates  applying  in  the  op- 
posite direction.  No  legal  basis  for  such  a  doctrine  is  found 
by  the  Trunk  Line  carriers,  it  is  stated;  but,  it  is  added,  if,  in 
addition  to  the  proposed  reductions  on  ore,  the  rates  applicable 
on  coal  and  coke  to  Buffalo  and  to  the  eastern  Pennsylvania 
furnaces  were  correspondingly  reduced,  the  eastern  Pennsyl- 
vania furnaces  would  be  more  benefited  by  such  coal  and  coke 
reductions  than  would  the  Buffalo  furnaces.  It  is  declared  that 
"the  fact  appears  to  be  that  the  protest  against  Trunk  Line  ore 
rates  was  prompted  by  no  legitimate  interest  which  the  Buffalo 
furnaces  have  in  such  rates,  but  solely  by  a  'dog  in  the  manger* 
attitude  toward  their  competitors." 

Briefs  were  also  filed  in  behalf  of  the  Youngstown  Sheet  & 
Tube  Co.;  Carnegie  Steel  Co.;  American  Steel  &  Wire  Co.;  Na- 
tional Tube  Co.;  Eastern  Pig  Iron  Manufacturers;  Midvale  Steel 
&  Ordnance  Co.;  Cambria  Steel  Co.;  American  Rolling  Mill  Co.; 
Hamilton  Furnace  Co.;  Whitaker-Glessnes  Co.;  Witherbee,  Sher- 
man &  Co.;  and  Port  Henry  Iron  Ore  Co. 


C.  &   N.  W.   EQUIPMENT   CERTIFICATES 

The  Chicago  &  Northwestern  Railway  Company  has  applied 
to  the  Commission  for  authority  to  assume  obligation  or  liability 
in  respect  of  $5,250,000  of  equipment  trust  certificates,  bearing 
5%  per  cent  interest,  and  to  sell  them  at  not  less  than  97% 
per  cent  of  par,  in  connection  with  the  proposed  acquisition  of 
rolling  stock  at  a  total  cost  of  $7,025,637.50.  The  company  says 
that  its  traffic  requirements  are  such  that  the  purchase  and 
lease  of  additional  equipment  are  necessary  to  enable  it  to  ren- 
der reasonable  service  to  the  public  and  that  its  board  of  direc- 
tors has  authorized,  through  the  medium  of  the  equipment  trust, 
the  purchase  of  the  following  equipment:  1,250  box  cars,  500 
single-deck  stock  cars,  500  flat  cars,  250  refrigerator  cars,  250 
gondola  cars,  300  Hart  convertible  cars,  20  freight  locomotives, 
10  passenger  locomotives,  and  20  switch  engines. 


M.  &  O.   NOTES 

The  Mobile  &  Ohio  Railroad  Co.  has  been  authorized  by  the 
Commission  to  issue  $366,000  of  6  per  cent  equipment  notes  in 
connection  with  the  purchase  of  10  Mikado  locomotives  from  the 
American  Locomotive  Co.,  at  a  total  cost  of  $366,724  10  of  which 
$724.10  will  be  paid  in  cash. 
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Questions  and  Answers 

In  this  department  will  be  answered  question*  of  both  legal  and 
practical  nature  that  confront  persona  dealing  wit  h  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department, 
will  live  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
3f*  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
pt**4*T"t  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
Mtp  him  in  his  work.  Persona  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  n  a  legal  opinion,  for  instance  msy  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  la  re- 
served to  Defuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves*  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 
Address  Questions  and  Answers  Department. 

OsraoraMoo.  Colorado  Building.  Washington.  D   C. 


Incidental  Damages 

Oklahoma. — Question:  In  the  adjustment  of  claims  filed 
with  the  carrier  covering  loss  which  is  the  result  of  delay  and 
it  is  necessary  to  recondition  from  the  car,  the  carrier  persists 
in  charging  us  proportionately  with  time  required  to  recondition 
commodity.  For  instance,  a  car  of  apples  or  oranges  or  such 
commodity  that  has  been  delayed  several  days,  say,  five  days, 
and  is  repacked  from  the  car  and  requires  three  days  to  repack, 
carrier  Insists  that  we  accept  three-eighths  of  the  delay  and 
themselves  five-eighths.  We  take  the  position  that  where  com- 
modity Is  recondlt tonally  sold  that  this  charge  will  be  fair,  but 
win-re  it  is  [-conditioned  M  quickly  as  It  can  be  reconditioned 
even  if  it  requires  .-•  ;eht  days,  it  should  not  be  charged 

to  the  claimant,  especially  when  it  is  shown  wh>-re  commodity 
reached  there  in  good  condition  -h.-i.  would  li:n-  t»  >  n  no  loss 
sustained  account  of  market  being  able  to  take  commodity  in 
good  condition  when  It  could  not  In  decayed  condition.  Kindly 
give  us  your  opinion. 

Answer:     While  It  Is  not  clearly  established  by  any  great 
number  of  cases  (except  as  to  live  stock  shipments,  as  to  which 
it  is  the  duty  of  the  consignee  to  care  for  the  Injured 
slock  no  as  to  render  the  injury  as  light  as  possible)  that  the 
shipper  has  the  right  to  repair  goods  that  have  been  damaged 
in  transit  and  charge  the  carrier  with  the  cost  thereof.  It  seems 
to  be  fair  and   reasonable  that  a  carrier  should  compensate  a 
shipper   for    the   exp4-n.se   of    recondii  ioning   or    repairing   goods 
which  have  been  damaged  through  tin-  negligence  of  tin1  carrier, 
result  of  the  shipper's  effort*  Is  to  restore  the  goods  to 
their  original  value  or  to  enhance  the  \;tlue  of  the  goods  to  a 
figure   in   excess   of   their   value   In   the   damaged   condition   In 
which   received,  after  deducting  the  cost   of  the   reconditioning. 
If  the  delay  which  result!)  In  Injury  to  the  contents  of  the 
car  Is  unreasonble.  the  carrier  Is  liable  for  all  of  the  expense 
of  reconditioning  and  may  not  legally  demand  that  the  shipper 
participate   In   the  expense  of  recondii  ioning.     If.  however,  the 
delay  on   the   part   of   the  carrier   Is  not   unreasonable  and   the 
lltlonlng  Is  necessary  by  reason  of  the  inherent  nature  ••; 
•ods  which  results   In  their  deterioration  while  In  transit, 
the  carrier  Is  not  liable  for  any  part  of  the  cost  of  recondition- 
ing, as  a  carrier  Is   not   an   Insurer  of   the  arrival  of   goods  in 
sound  condition  which,  owing  to  their  inherent  nature,  are  sub- 
to  deterioration 

Reconsignlng  Instruction — Proof  of  Receipt  by  Carrier 
Virginia. — Question:  Several  months  ago  we  shipped  a  car 
of  coal  to  ourselves  at  Portsmouth.  Va  .  on  the  A  Railway,  and 
mailed  an  order  to  the  agent  several  days  prior  to  arrival  of 
the  car  to  deliver  to  our  customers  there.  The  agent  claims 
he  did  not  receive  the  order  and  assessed  a  reconslgning  charge 
of  13  on  the  car.  We  have  made  affidavit  that  this  order  was 
mailed,  in  an  envelope  with  return  address  on  corner  and  claim 
that  we  have  done  all  the  law  requires  us  In  this  matter  and 
that  we  are  entitled  to  refund.  We  »ould  like  to  hear  from 
yon  as  to  whether  or  not  we  are  right  in  our  contention. 

Answer:     In  N.  A    Wei,-t.-r  r«.  N   O.  &  N.  E.  R.  R.,  4F,  I    c. 
•  mmiission   held  that   In  the  absence  of  proof  that 
defendants   received   Instructions   to   remnslgn  a  shipment   they 
cannot   be  held  responsible  for  failure   to  deliver  the  shipment 
prior  to  receipt  of  disposition  orders.     Whether  or  not  the  affi- 
davit which  you  made  is  sufficient  proof  of  the  mailing  of  the 
•nsignlng  order,   js  a  matter  for  determination  by  the  Inter- 
state   Commerce    Commission,    when    taking    into    consideration 
all   of   the   circumstances  surrounding   the   making  of  the   ship- 
ment. 

Classification   Rules — Follow  Lot  Shipments 
Vermont. — Question:     We    -hip    a    commodity    in    carloads    In 
It-gallon    steel    drums    weighing;   about    700    pounds   each   gross 
when    full      Quite    frequently    we    have    more    than    a    minimum 
•inds)  and  It  is  necessary  to  forward  the  excess 
In  another  car.     We  contend  that  under  rule  24  of  the  classlflca- 
•i   we  are  entitled   to  carload  rating  on  the  overflow,  but  car- 
rier  claims    that    under   rule   24   we   must    load    the   flrst    car   to 
the  marked  rapacity.     However,  we  claim  that  this  Is  not  prac- 
ticable on  account  of  the  extreme  heavy  weight  of  each  drum. 


as  much  of  this  commodity  is  loaded  at  small  outlying  stations 
where  the  facilities  for  handling  are  very  poor,  many  times 
having  to  load  from  teams  on  a  siding,  and  that  it  is  impossible 
to  pile  the  drums  in  tiers,  and  for  that  reason  we  simply  fill 
the  car  floors  one  high.  We  doubt  very  much  if  three  men 
could  handle  one  of  these  drums,  as  it  would  be  extremely 
difficult  for  them  to  get  a  secure  hold  on  same  to  pile  them 
in  tiers.  Another  point  is  that  if  piled  in  tiers  it  would  be 
necessary  to  brace  the  top  tier  with  timbers  so  that  the  load 
would  not  shift  and  that,  with  the  rough  handling  which  the 
carriers  give  the  cars,  there  would  be  frequent  claims  for  loss 
and  damage,  and  we  maintain  that  in  many  localities  it  would 
not  be  possible  to  secure  the  proper  material  to  brace  the  load. 

Any  information  you  can  give  us  in  regard  to  this  matter 
will  be  appreciated,  as  we  expect  that  the  carrier  will  soon  render 
underchrge  bills  covering  several  cars  covered  by  this  point. 

Answer:  Rule  24  of  Consolidated  Classification  No.  2  pro- 
vides that  when  carload  freight,  the  minimum  of  which  is  30,000 
pounds  or  more,  Is  received  in  excess  of  the  quantity  that  can 
be  loaded  in  or  on  one  car,  two  cars  may  be  used,  and  that  the 
first  car  must  be  loaded  "as  heavily  as  loading  conditions  will 
permit"  to  the  marked  capacity  of  car,  "if  practicable."  There- 
fore, It  Is  a  question  of  fact  and  judgment  in  each  case  as  to 
whether  the  loading  conditions  will  permit  and  whether  it  is 
practicable  to  load  the  flrst  car  to  capacity.  Before  there  is  any 
duty  on  the  shipper  under  this  rule  to  load  a  car  to  marked 
capacity  as  a  condition  precedent  to  receiving  the  benefit  of 
the  "follow  lot"  rule,  it  must  appear  that  loading  conditions  will 
permit  of  such  loading  and  further  that  it  must  be  practicable 
to  load  the  car  to  capacity.  The  paramount  requisites  of  this 
rule  are  "loading  conditions"  and  "practicability"  and  not  "load- 
Ing  capacity." 

We  are  of  the  view  that  the  conditions  cited  by  you  are 
sufficient  to  establish  the  fact  that  it  Is  not  practicable  to  load 
the  flrst  car  to  capacity;  further,  that  your  loading  conditions 
will  not  permit  of  such  loading.  The  rule  must  be  read  and 
applied  according  to  the  rule  of  reason  and  common  sense. 

In  Swastika  Fuel  Company  vs.  A.  T.  &  S.  P.  Ry.,  49  I.  C.  C. 
589,  covering  shipments  of  coke  in  stock  cars,  the  Commission 
In  dealing  with  a  tariff  provision  making  minimum  weight  on 
coke  "marked  capacity  of  car"  and  discussing  shipments  under 
controM  r.-\  said:  •  «  «  and.  while  'here  was  a  small  vacant 
•pace  below  the  tops,  the  stock  cars  were  loaded  to  capacity." 

Liability  of  Carrier  for  Theft  of  Goods  by  Party  Unloading  Goods 
for    Account   tf   Consignee 

New  York. — Question:  Payment  of  a  claim  for  loss  has  been 
d«  rllned  by  railroad  carrier  on  the  ground  that  they  are  not 
respim.-ilile.  inasmuch  as  loss  was  due  to  theft  on  the  part  of 
the  driver  engaged  by  consignee  to  haul  the  goods  from  the 
railroad  station.  Carrier  admits  that  tin-  theft  occurred  while 
the  goods  were  being  unloaded  from  the  car.  that  their  yard- 
man was  aware  of  the  theft.  This  Information,  however,  was 
not  known  to  the  consignee  until  after  claim  for  loss  had  been 
filed  with  the  carrier.  Inasmuch  as  the  yardman  was  aware  of 
the  theft,  we  contend  that  It  was  the  duty  of  the  carrier  to 
take  steps  to  protect  our  merchandise,  either  by  arresting  the 
man,  or  to  Inform  consignee  of  the  facts,  and  not  to  wait  until 
after  claim  had  been  filed. 

It  Is  our  understanding  that  carrier  is  liable  for  goods  in 
their  possession  during  the  period  of  free  time  until  the  goods 
have  been  removed  from  the  car,  even  though  the  goods  have 
n  accepted  and  partly  unloaded  by  the  consignee.  We  should 
11*0  to  know  if.  under  this  provision,  the  carrier  is  not  respon- 
sible for  the  loss  which  occurred  through  manner  as  mentioned 
above. 

Answer:  If,  as  we  understand,  delivery  was  made  on  a 
team  track,  the  carrier  is  liable,  under  the  decision  of  the  Su- 
preiin-  Court  In  the  Mark  Owens  case,  41  Sup.  Court,  Rep.  554, 
for  the  loss  of  the  goods  at  any  time  during  free  time,  even 
though  the  car  has  been  accepted  and  unloading  commenced. 

Whether  or  not  the  carrier  Is  liable  to  the  consignee  for 
the  loss  depends  upon  whether  the  driver  of  the  dray  stole  the 
goods  from  the  carrier  or  whether  they  were  stolen  after  th.*y 
had  come  Into  the  possession,  actual  or  constructive,  of  the  con- 
signee through  Its  agent,  the  driver,  and  this  in  turn  depends 
upon  the' circumstances  surrounding  the  theft  of  the  goods.  If 
a  portion  of  the  gods  which  were  helng  unloaded  by  the  driver 
were  appropriated  to  his  own  use  and  were  later  found  In  his 
possession,  or  otherwise  accounted  for,  and  there  was  no  win 
to  the  transaction  it  would  be  difficult,  If  not  Impossible,  to 
prove  that  they  had  not  come  Into  the  constructive  possession 
of  the  consignee  before  helng  appropriated  by  the  driver,  in 
which  event  the  carrier  would  not  be  liable  to  the  consignee, 
in  the  absence  of  proof  that  the  goods  had  come  Into  the  pos- 
session of  the  consignee.  If,  on  the  other  hand,  there  was  a 
witness  to  the  theft  of  the  goods  hy  the  driver,  as  in  the  Instant 
whether  or  not  they  were  appropriated  by  the  driver  to 
his  own  use  before  coming  Into  the  constructive  possession  of 
the  consignee  must  necessarily  be  determined  by  the  actions 
of  the  driver,  that  Is,  actions  which  were  such  as  to  lead  to  the 
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conclusion  that  at  the  time  of  the  removal  of  a  package  from 
the  car  he  was  appropriating  the  package  to  his  own  use.  As, 
for  instance,  if.  upon  removing  a  package  from  the  car,  instead 
of  placing  it  In  the  dray  he  hid  it  in  a  convenient  place  for 
subsequent  removal  for  his  own  use,  this  would  be  evidence 
of  the  fact  that  the  package  had  not  come  into  the  constructive 
possession  of  the  consignee  and  that  the  appropriation  of  the 
goods  was  made  from  the  possession  of  the  carrier  and  not  the 
consignee,  thereby  making  the  carrier  liable  in  damages  to  the 
consignee  for  the  loss  of  the  package. 

Car*  Placed  on  Orders  for  Loading,  Not  Used  in  Transportation 
Service,  Not  Subject  to  Average  Agreement 

Virginia. — Question:  While  your  answer  to  our  inquiry  pub- 
lished in  your  issue  of  the  13th  inst.  is  clear  to  us  in  so  far  as 
It  goes,  we  would  respectfully  again  call  your  attention  to  the 
third  paragraph  of  our  letter. 

You  will  note  these  cars  were  ordered  for  loading  move- 
ment via  road  "B."  However,  we  were  unable  to  load  in  con- 
nection with  road  "B,"  but  could  have  loaded  the  cars  for  move- 
ment via  road  "C,"  but  were  restrained  from  doing  so  by  road 
"A"  (switching  line).  Now,  our  contention  is  that,  inasmuch 
as  road  "A"  would  not  allow  us  to  load  these  cars  to  road  "C" 
and  removed  them  from  our  plant,  that  the  demurrage  chargo 
is  a  matter  for  road  "A,"  and  not  ourselves. 

In  other  words,  our  contention  is  that  there  is  no  rule  or 
law  that  would  forbid  our  loading  cars  for  movement  via  road 
"C"  even  if,  by  such  loading,  the  cars  would  not  travel  to  or 
via  home  road  and,  if  our  contention  is  correct,  manifestly  road 
"A"  is  responsible.  If  there  are  any  provisions  that  would 
make  it  obligatory  to  load  cars  via  the  home  roads,  will  you 
be  kind  enough  to  cijte  same  to  us? 

Answer:  Section  B,  rule  6,  of  the  Uniform  Demurrage 
Rules,  provides  that  empty  cars  placed  on  orders  not  used  in 
transportation  service  will  be  charged  for  full  time  with  no  al- 
lowance for  free  time.  Obviously,  if  a  car  has  no  free  time 
allowance,  it  can  earn  no  credits,  and  as  "debits"  within  the 
meaning  of  the  average  agreement  rule  cannot  accrue  until  full 
free  time  has  expired,  it  is  not  possible  for  this  kind  of  car  to 
accrue  a  "debit."  For  the  purpose  of  applying  the  average 
agreement  rule  there  is  a  definite  distinction  between  a  "debit" 
and  a  "charge,"  the  former  contemplating  something  which  can 
be  offset  by  a  "credit,"  the  latter  a  thing  which  cannot  be  so 
offset.  Manifestly,  a  car  which  can  draw  no  free  time  can  draw 
no  "debits"  under  this  distinction.  Since  this  kind  of  car  can 
accrue  neither  "credits"  or  "debits,"  within  the  meaning  of  the 
rule,  and  can  accrue  only  a  "charge"  because  of  no  free  time 
allowance,  that  car  is  an  outlaw  so  far  as  average  agreement 
is  concerned. 

When  a  car  is  ordered,  usually  the  shipper  must  specify 
where  it  is  to  be  sent  and  the  carrier  has  the  right  to  fit  its 
equipment  to  such  order.  If  the  shipper  then  wishes  to  apply 
that  car  after  placement  on  the  first  order,  to  a  different  ship- 
ment altogether,  which  may  cause  a  total  misfit  of  car  with 
order  and  which  the  carrier  has  the  right  to  prevent,  the  shipper 
must  re-order  the  car  in  order  to  acquire  the  right  to  load  to 
the  different  destination  or  via  a  different  route  if  the  carrier 
elects  to  require  this  of  him.  If  the  carrier  permits  him  to  use 
the  car  placed  on  the  original  order  the  carrier  is  assuming 
the  inconvenience  or  any  loss  occasioned  by  so  doing.  We  do 
not  understand  the  carrier  is  obliged  to  do  this,  however.  When 
the  shipper  announced  his  intention  of  loading  differently  from 
that  contemplated  in  the  original  order,  the  carrier  had  the 
right  to  consider  the  original  order  ended  and  the  cars  available 
for  other  business,  and  this  is  the  equivalent  of  "returning  them 
without  their  being  used  in  transportation  service."  The  carrier 
is  not  obliged  to  permit  misappropriation  of  equipment  in  order 
to  enable  the  shipper  to  save  demurrage  charges. 

Damages — Measure  of 

Illinois. — Question:  We  read  with  great  interest  your  reply 
to  "Florida"  in  The  Traffic  World  of  April  22,  bearing  on  meas- 
ure of  damages  under  Supreme  Court  ruling  in  the  McCaull- 
Dinsmore  case.  There  seems  to  be  a  joker  in  the  Supreme 
Court  ruling  when  it  speaks  of  market  value  and  there  is  no 
doubt  that  many  shippers  are  entirely  at  sea  as  to  the  real  in- 
tent of  the  ruling. 

Taking  the  decision  as  it  stands,  would  it  not  be  lawful  for 
wholesale  mail  order  houses,  In  the  case  of  loss,  to  claim  as  a 
measure  of  damage  the  catalogue  price  on  the  material  lost  as 
shown  In  the  catalogue  which  was  in  effect  at  the  time  shipment 
should  have  been  delivered? 

It  Is  noted  that  no  distinction  is  made  as  to  the  wholesale 
or  retail  market,  and  this  brings  up  another  point.  Would  It 
not  be  lawful  for  a  retailer,  a  customer  of  a  wholesale  mail  order 
house,  in  the  case  of  loss,  to  claim  as  a  measure  of  damage 
original  invoice  price  plus  his  usual  profit  that  he  would  have 
made  had  the  material  been  delivered? 

Answer:  The  general  rule,  supported  by  decisions  of  the 
courts  of  a  majority  of  the  states,  is  that  the  value  at  destina- 
tion at  time  of  arrival  of  the  goods,  in  case  of  Injury,  or  In  case 
of  loss,  at  the  time  the  goods  should  have  arrived  in  the  usual 


course  of  transportation,  is  the  basis  for  the  determination  of 
the  amount  of  damages  for  which  a  carrier  is  liable.  This  value, 
in  the  event  of  there  being  one,  is  the  established  market  value. 
In  the  absence  of  an  estatlished  market  value  some  other  factor 
must  be  used  to  determine  this  destination  value. 

So  far  as  the  wholesale  price  is  concerned,  the  catalogue 
price,  if  it  represents  in  a  measure  the  actual  invoice  price,  and 
not  a  price  from  which  certain  deductions  are  to  be  made,  may 
properly  represent  the  fair  and  reasonable  value  or,  as  the  courts 
term  It,  the  actual  or  intrinsic  value  of  the  goods  at  destination, 
which  is  the  basis  of  recovery  in  the  absence  of  an  established 
market  value. 

With  respect  to  the  retailer,  while  it  is  true  that  the  re- 
placement value,  that  is,  the  invoice  price,  plus  freight  charges, 
will  not,  in  all  cases,  fully  compensate  him  for  the  loss  of  or 
injury  to  goods  shipped  to  him,  it  does  represent  his  out-of- 
pocket  loss  and  when  taking  into  consideration  the  expense  and 
risk  of  marketing  the  goods  it  does  represent  compensation  to 
him  to  a  more  or  less  extent. 

While  a  retailer  may  present  claims^  based  upon  the  retail 
selling  price  of  the  commodity  lost  or  damaged  by  the  carrier, 
it  is  doubtful  whether  in  many  instances  he  will  succeed  in 
securing  a  settlement  on  that  basis.  In  case  of  suit,  evidence 
of  the  retail  price  would  -no  doubt  be  received  for  the  purpose 
of  determining  the  actual  or  intrinsic  value  of  the  goods  at 
destination,  but,  so  far  as  we  can  determine,  the  courts  have 
not  held  that  the  retail  selling  price  is  the  measure  of  recovery. 

Reparation — Limitation  for  Filing  Complaint  with  Commission 

Virginia. — Question:  Referring  to  two-year  statute  limit  as 
regards  reparation  complaints  before  the  Commission,  has  ruling 
been  made  recently  whereby  cause  of  action  should  be  computed 
from  date  of  collection  of  charges  or  from  date  of  delivery  of 
shipment?  From  a  standpoint  of  fairness,  should  not  time  be 
computed  from  date  of  payment  of  the  charges  instead  of  de- 
livery of  the  shipment?  I  ask  this  because  in  many  instances 
undercharge  bills  are  rendered  by  carriers  which  are  in  accord- 
ance with  the  published  rates,  but  which  are  wholly  unjust  and 
unreasonable,  but  no  redress  is  to  be  had,  due  to  the  fact  that 
the  shipments  were  delivered,  say,  two  and  a  half  years  before 
the  undercharge  bills  were  presented;  hence,  if  we  are  to  be 
governed  by  former  decisions  of  the  Commission,  nothing  is  left 
for  the  party  standing  the  charges  but  to  lose  them. 

For  instance,  certain  commodity  rates  were  withdrawn  in 
error,  number  of  shipments  moved  and  the  commodity  rates, 
even  canceled,  applied  by  carriers,  and  later  they  discovered 
error  in  applying  the  canceled  rates,  and  rendered  undercharge 
bills  based  on  class  rates  which  were  much  higher  than  the 
commodity  rates.  Many  of  the  shipments  are  barred  before  the 
Commission  account  of  having  been  delivered  over  two  years 
ago.  Carriers  know  the  commodity  rates  were  wrongfully  and 
erroneously  withdrawn,  but  are  helpless  in  that  they  claim  they 
have  not  the  right  to  make  an  appeal  to  the  Commission  for 
authority  to  waive  charges  based  on  the  class  rates,  owing  to 
the  regular  two-year  limit. 

Answer:  In  the  Louisville  Cement  Company  case,  246  U.  S- 
638,  the  Supreme  Court  held  that  the  time  for  filing  a  claim 
with  the  Interstate  Commerce  Commission  should  run  from  the 
date  of  the  payment  of  the  unreasonable  freight  charges  and  not 
from  the  date  of  the  delivery  of  the  shipment,  overruling  the 
Commission's  order  in  the  Blinn  Lumber  Case,  18  I.  C.  C.  430. 
Congress,  however,  in  its  last  amendment  of  the  interstate  com- 
merce act,  has  by  statute  in  paragraph  three  of  section  16 
thereof,  provided  that  the  two-year  period  shall  date  from  the 
delivery  of  the  shipment. 

Reparation — Subsequently  Established   Rate 

Pennsylvania. — Question:  Will  the  establishment  of  a 
through  rate,  to  take  the  place  of  a  rate  formerly  based  on  a 
combination  of  locals  be  sufficient  authority  to  demand  a  refund 
of  freight  on  the  shipments  prior  to  the  effective  date  of  the 
through  rate?  If  so,  what  is  the  procedure?  Would  it  be  neces- 
sary to  demand  a  reparation  order  from  the  Commission,  on  each 
shipment? 

Answer:  The  Commission  has  held  in  numerous  cases  that 
the  voluntary  reduction  of  a  rate  does  not,  in  itself,  furnish  a 
sufficient  reason  for  awarding  reparation.  If,  however,  it  can 
be  proved,  by  proper  evidence,  that  the  rate  assessed  on  the 
shipment  was  unreasonable  to  the  extent  that  it  exceeded  the 
through  rate  subsequently  esablished,  the  Commission  will  award 
reparation  for  the  difference  between  the  rate  charged  and  the 
rate  subsequently  established. 

No  part  of  the  legally  established  rate,  however,  can  be 
refunded  by  a  carrier  without  an  order  from  the  Commission. 
Reconsignment — Under  Instructions  to  Protect  Through  Rate 

Texas. — Question:  During  November  of  1921,  we  shipped 
a  car  of  lumber  from  point  "A,"  La.,  to  ourselves  at  point  "B," 
Tex.,  and  upon  arrival  of  car  we  gave  notice  to  "X"  carrier  to 
reconsign  to  point  "C,"  Tex.,  said  point  being  served  by  carriers 
"X"  and  "Y"  and  qualified  our  notice,  "protecting  a  through 
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rate  of  29%  cents,"  which  rate  is  applicable  through  reconsign- 
ing  point  "B." 

Carrier  "X"  delivered  to  carrier  "Y"  at  reconsigning  point, 
resulting  in  applying  combination  of  locals,  whereas  our  con- 
tention is  that  carrier  "X"  should  have  hauled  shipment  to 
destination  "C"  for  "Y"  delivery,  but  their  contention  is  that 
shipment  was  misrouted  by  us  and  refused  to  settle  our  claim. 
We  might  mention  in  closing  "that  the  tariff  covering  diversion 
and  reconsigning  of  shipments  specifies  that  the  through  rate 
to  be  applied  under  these  rules  is  the  rate  from  point  of  origin 
via  diversion,  reconsigning  or  reforwardlng  point  to  final  des- 
tination In  effect  on  date  of  shipment  from  point  of  origin." 

Answer:  Your  statement  of  facts  does  not  include  informa- 
tion as  to  what  routing  instruction  (if  any)  you  gave  line  "X" 
covering  the  movement  from  "B"  to  '"C."  If  you  «ave  instruc- 
tions to  forward  via  a  route  over  which  the  29^-cent  rate  could 
not  be  protected,  under  the  principle  stated  in  Conference  Rul- 
ing 474- (c)  (governing  conflicting  provisions  in  shipping  instruc- 
tions), the  agent  of  "X"  should  have  refused  to  move  the  ship- 
ment without  having  either  the  routing  instructions  or  the  rate 
removed  or  changed  in  your  reconsigning  order.  Falling  to  do 
this.  It  is  liable  for  mlsroute.  Of  course,  if  you  specified  no 
routing  beyond  "B,"  It  was  the  duty  of  line  "X"  to  transport 
to  "C"  at  the  29%-cent  through  rate,  under  Conference  Ruling 
214-(c),  governing  a  carrier's  duty  In  the  absence  of  routing 
Instructions,  and  as  modified  by  Its  right  and  duty  to  forward 
via  the  route  over  which  the  designated  rate  is  available. 
Rate*  Dependent  on  Released  Valuation — Shipment  Accepted 
by  Carrier  Without  Declaration  of  Value 

New  Jersey.— Question:  Under  date  of  May  28.  1921,  a  car 
of  household  goods  was  shipped  from  •  point  in  Pennsylvania 
to  this  city,  care  of  our  company,  by  a  foreigner  who  wa«  en- 
tering our  employ.  In  accepting  the  shipment,  the  agent  said 
nothing  whatever  about  the  value  of  the  goods  being  mentioned 
In  the  bill  of  lading.  Naturally.  th«-  shippers  themselves  were 
not  aware  of  any  ruling  that  had  been  made  regarding  the 
valuation  appearing  on  the  billing.  The  railroad  company  billed 
tame  aa  a  carload  shipment  at  first  class  and,  on  our  presenting 
a  claim  for  overcharge  In  rate,  they  declined  same  and  besides 
sent  through  a  due  bill  bringing  the  rate  up  to  1>4  times  first 
class,  claiming  that  the  material  traveled  under  the  highest 
released  valuation. 

It  Is  our  contention  that  It  Is  as  much  the  duty  of  the  agent 
as  of  the  shipper  to  see  that  valuation  is  placed  on  the  bill  of 
lading,  because  of  his  presupposed  knowledge  of  traffic  regu- 
lations. While  "Note  One"  under  Item  19,  page  224.  of  Con- 
solidated Classification,  does  not  specifically  state  that  It  is  the 
agent's  duty  to  call  attention  to  this  feature,  neither  does  it 
place  the  burden  upon  the  shipper,  and  we.  therefore,  do  not 
see  how  the  railroad  company  can  arbitrarily  place  the  highest 
assessed  value.  In  our  opinion,  the  failure  of  the  shipper  to 
say  anything  about  the  value  could  be  considered  on  the  same 
basis  as  a  refusal  on  his  part  to  declare  a  value,  under  which 
conditions  the  agent  Is  compelled  to  refuse  the  shipment. 

Please  advise  whether,  in  your  opinion,  we  could  be  com- 
pelled to  pay  freight  upon  the  basis  of  I1*  times  first  class. 

Answer:  The  ratings  provided  on  household  goods  in  Item 
19,  page  224,  Consolidated  Classification  No.  2.  are  conditioned 
upon  the  value  aa  declared  by  the  shipper  and  not  as  declared 
by  the  carrier.  There  Is  no  authority  by  which.  If  the  shipper 
falls  to  declare  the  value  (by  which  action  he  determines  the 
rate  applicable)  the  carrier  may  declare  It  for  him.  In  Southern 
Cotton  Oil  Co.  vs.  Southern  Railway.  19  I.  C.  C.  79.  there  wwre 
different  rates  dependent  on  released  valuation.  The  shipper 
did  not  know  this  and  car  went  forward  without  the  declaration 
as  to  value  and  the  carrier,  as  in  your  case;  assessed  the  higher 
rate.  The  Commission  held:  "It  Is  the  duty  of  the  initial  car- 
rier to  advise  the  shipper  of  the  lower  rates  applying  In  case 
of  release  of  valuation  •  •  •  and  to  obtain  his  signature  In 
accordance  with  the  tariffs."  In  F.  S.  Harmon  &  Co.  vs.  N.  P. 
Ry.,  33  I.  C.  C.  370,  the  classification  provided  first  class  rate 
on  rugs  when  value  not  exceeding  }50  each  and  so  receipted  for, 
and  a  rating  of  four  times  first  class  where  value  of  rugs  was 
not  disclosed.  No  rug  In  the  shipment  was  worth  as  much  as 
$50.  and.  through  overnight,  shipper  failed  to  declare  the  value. 
H<-  was  charged  the  higher  rate.  The  Commission  held:  "When- 
ever a  shipment  In  tendered  a  carrier  upon  which  Its  tariffs 
provide  for  the  application  of  alternative  rates  dependent  upon 
the  value  thereof,  the  duty  rests  upon  the  agent  of  the  carrier 
to  call  the  attention  of  the  shipper  to  the  different  rates  and 
secure  his  signature  to  a  proper  bill  of  lading."  Freight  charges 
were  settled  on  basis  of  the  reasonable  value  of  the  goods. 
Shipper  Bound  by  Routing  Instructions  Inserted  in  Bill  of  Lading 

or  Live  Stock  Contract  by  Carrier's  Agent,  If  He  Signs  and 

Accepts  Same 

Rhode  Island. — Question:  Will  you  kindly  analyze  the  fol- 
lowing and  give  me  a  ruling  regarding  name? 

A  shipment  of  live  stock  was  made  from  "A,"  Pa.,  on  Octo- 


ber 3,  1917,  from  "X"  Farms  to  myself  at  "B,"  R.  I.,  and  was 
routed  via  Albany.  B.  &  A.  to  Worcester,  P.  &  W.  Ry.,  and  I 
paid  freight  charges  amounting  to  $39.10,  which  was  covered 
by  through  rate.  However,  later  I  am  billed  a  balance  due  of 
$20.47,  which  assessment  was  made  on  November  15,  1918,  to 
cover  a  combination  of  local  rates  to  "B,"  R.  I.  The  D.  &  H. 
company  insists  that  I  pay  the  undercharge,  but,  as  I  hold  a 
letter  In  which  the  shipper  states  that  the  agent  at  "A"  made 
no  mention  to  him  of  the  routing,  I  contend  that  I  should  not 
have  to  pay  the  combination  of  local  rates,  but  the  through  rate 
should  apply. 

I  am  inclosing  a  copy  of  the  letter  from  the  shipper,  and 
you  will  note  that  the  routing,  namely,  Albany,  B.  &  A.  to 
Worchester,  P.  &  W.  Ry.  is  misrouted  by  the  agent,  as  there  is 
no  such  railroad  existing  at  the  present  time  as  the  P.  &  W.  Ry. 
This  railroad  turned  over  all  material,  along  with  tariffs,  to  the 
N.  Y.,  N.  H.  &  H.  R.  R,  Co.  in  the  year  1888.  The  carrier  con- 
tends that,  as  the  shipper  signed  this  bill  of  lading,  he  is  liable 
for  the  combination  of  local  rates.  It  is  my  understanding  that 
the  shipper  signs  for  live  stock  contract  and  conditions  thereon 
and  not  for  routing.  Allow  me  to  quote  the  following  D.  C.  1911 : 

Freight  charges  arc  not  governed  by  the  bill  of  lading  or  way- 
bill, but  are  governed  by  regular  published  tariff  rate  and  are  in 
ordinary  case*  to  be  computed  upon  the  actual  weight  of  shipment. 
Irrespective  of  any  contract  between  the  parties,  the  delivering  car- 
rier is  authorized  to  accept  no  more  than  correct  charges. — Brown 
hlladelpliia,  H.  A  \v.  i:  K.  Co..  App.  D.  C.  221. 

I  have  been  informed  that  there  is  a  ruling  which  would 
have  bearing  on  this  particular  case  to  the  effect  that,  when 
a  shipment  is  routed  to  carry  a  combination  of  local  rates,  there 
shall  be  a  notation  to  that  effect  on  the  bill  of  lading  signed  by 
the  shipper  showing  bis  acceptance  of  such  combination. 

Answer:  If  the  routing  was  written  In  the  shipping  con- 
tract by  either  the  shipper  or  the  D.  &  H.  agent,  and  signed 
for  by  the  shipper,  the  carrier  is  obliged,  under  the  law,  to 
charge  the  rate  applicable  via  the  designated  route.  The  pre- 
sumption is  that  the  shipper  will  read  the  contract  before  sign- 
Ing  and  if  it  does  not  conform  to  his  wishes  as  to  routing  he 
may  refuse  to  sign  and  direct  otherwise.  He  presumably  has 
agreed  to  that  which  he  signs.  In  Unreported  Opinion  No.  2224, 
American  Column  &  Lumber  Co.  vs.  C.  &  O.  Ry.,  the  carrier's 
agent  Inserted  a  route  in  a. bill  of  Jading  which  took  a  higher 
rate  than  that  applicable  over  a  different  available  route.  The 
Interstate  Commerce  Commission  held  that  the  acceptance  and 
signing  of  the  bill  by  the  shipper  was  tantamount  to  specific 
routing  instructions  given  by  the  shipper,  and  that  the  carrier 
had  not  misrouted  the  shipment. 

In  the  absence  of  routing  instructions  in  the  bill  of  lading 
It  Is  the  carrier's  duty,  under  I.  C.  C.  Conference  Ruling  214-c, 
to  forward  the  shipment  via  the  cheapest  available  reasonable 
route.  When,  from  all  of  the  above  facts,  It  is  determined  via 
which  route  the  shipper  la  entitled  to  have  the  rate  applied,  the 
carrier  must  apply  the  Joint  through  rate  via  such  route,  if  there 
is  a  Joint  through  rate  available.  In  the  absence  of  a  Joint 
through  rate  via  the  proper  route  the  lowest  combination  of 
locals  must  apply.  (Rule  55,  Tariff  Circular  18-A.)  It  should 
be  definitely  determined  from  the  carrier's  tariff,  however, 
whether  the  rate  applicable  via  that  route  was  a  Joint  or  com- 
bination rate.  There  is  a  chance  of  error  either  way. 

Reduced    Rates    1922.     Application    of   Reduction    Plan   to    Rates 
Which   Have   Been   Reduced   Since  August  26,   1920 

Pennsylvania. — Question:  I  am  in  receipt  of  copy  of  The 
Traffic  World  for  May  27,  printing  on  page  1137  the  decision 
of  the  Commission  in  the  reduced  rate  case,  and  would  ask  that 
you  kindly  advise  Just  what  interpretation  can  be  placed  on 
the  statement  contained  in  the  third  paragraph  of  your  article, 
reading: 

The  general  10  per  cent  cut  will  apply  In  case  where  reductions 
have  been  made  since  August  26,  1920,  for  the  purpose  of  equalizing 
rate*  with  those  carried  on  some  other  commodities. 

This  reduction  amounts  to  more  than  the  one  authorized 
in  the  Commission's  order,  and  we  are  uncertain,  after  reading 
the  decision,  as  printed  by  you,  whether  we  are  entitled  to  a  10 
per  cent  cut  in  these  rates,  as  at  present  carried,  or  Just  what 
this  statement  Is  Intended  to  cover. 

Answer:  What  is  meant  by  the  statement  referred  to  by 
you  Is  this:  In  numerous  instances  the  carriers  have  since 
August  26,  1920,  readjusted  the  Increased  rates  so  as  to  reflect 
the  pre-existing  relationship  one  point  with  another,  or  In  ac- 
cordance with  a  well-recognized  and  long-established  plan.  For 
example,  the  well-known  basis  for  class  rates  between  St.  Louis, 
Mo.,  and  New  York  is  117  per  cent  of  the  Chicago-New  York 
rates.  This  percentage  was  disturbed  by  the  increase  of  June 
25,  1918,  under  General  Order  28,  and  again  on  August  26,  1920. 
Carriers  have  since  August  26.  1920,  readjusted  these  rates  so 
as  to  restore  the  117  per  cent  basis  at  St.  Louis.  If,  In  restoring 
this  basis  a  reduction  was  made,  it  will  not  interfere  with  the 
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Use  the  Frisco  Thru  Friscoland! 

HpHE   thoroughness  with  which  the  Frisco  Lines  cover 
Friscoland — that  vast  territory  consisting  of  the  rapidly- 
developing  parts  of  eight  great  states— makes  it  the  logical 
route  to  use  within  Friscoland. 

Frisco  Lines  terminals  at  Saint  Louis,  Kansas  City, 
Memphis,  Birmingham,  Dallas  and  Fort  Worth  make  it 
the  convenient  route  to  use  through  Friscoland  to  or  from 
points  in  the  north,  south,  east  or  west. 

Through  trains  are  made  up  of  all-steel  cars.  They  are 
electric  lighted,  fan  cooled,  and  otherwise  equipped  with 
modern  travel  comforts.  Automatic  block  signals  protect 
the  movement  of  these  trains  over  a  roadbed  laid  with  heavy 
steel  and  maintained  to  a  high  standard  of  efficiency.  A 
safe,  comfortable  journey  is  assured  over  the  Frisco  Lines. 

Fred  Harvey 
Serves  the  Meals  on  the  Frisco 


J.  N.  Cornatzar 

Passenger  Traffic  Manager 

Saint  Louis 
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Si.  Louis-New  York  rates  being  again  reduced  so  as  to  comply 
wild  the  percentage  plan  prescribed  in  the  late  decision. 

Whore  the  current  rate  Is  the  successor  of  a  rate  which 
was  increased  on  August  26,  1920,  and  -subsequently  reduced, 
and  It  is  lower  today  than  it  would  be  if  we  take  the  August 
25,  1920,  rate  and  apply  the  prescribed  percentage  of  the  new 
decision  thereto,  no  further  reduction  in  such  current  rate  is 
contemplated  by  the  Commission's  decision,  for  the  reductions 
run  only  to  rates  which  today  are  in  excess  of  what  they 
would  be  on  August  25,  1920,  with  the  new  percentages  added. 
Duty  of  Carrier  to  Establish  Reasonable  Rates 

New  York. — Question:  We  are  receiving  shipments  of  a 
certain  commodfty  taking  a  commodity  rate  which  is  delivered 
over  a  route  of  250  miles.  These  shipments  can  come  Into  our 
plant  with  a  combination  of  three  railroads  over  a  route  of  125 
miles.  There  is  no  rate  in  effect  over  the  short  route  and  we 
beg  to  inquire  if  there  Is  any  ruling  by  the  Interstate  Commerce 
Commission  which  would  make  it  obligatory  upon  the  railroad 
to  put  a  rate  in  over  the  short  route. 

Answer:  In  view  of  the  fact  that  interstate  carriers  cannot 
lawfully  transport  shipments  in  interstate  commerce  without 
publishing  and  filing  with  the  Commission  their  rate  schedules, 
we  believe  you  will  find  that  the  three  carriers  whose  lines 
form  the  shorter  route  to  your  plant  have  rates  which  could 
be  applied  to  any  traffic  which  might  have  been  forwarded  over 
such  route.  If  they  have  no  joint  through  rate,  they  no  doubt 
have  a  combination  of  locals  which  would  form  the  basis  for 
through  freight  charges.  » Under  the  interstate  commerce  act 
you  have  the  right  to  direct  the  routing  of  your  shipments  and 
if  these  lines  have  track  connections  with  each  other  constitut- 
ing a  through  workable  route,  there  is  nothing  to  prevent  your 
using  such  route,  unless  the  available  rates  are  prohibitory. 

If  we  are  to  infer  from  your  inquiry  that  the  question  is  not 
one  of  total  absence  of  available  rates,  but  rather  of  rates  which 
are  prohibitory,  then  it  is  a  matter  for  handling  first  with  the 
carriers  for  the  establishment  of  a  reasonable  rate,  and,  in  the 
event  of  their  failure  so  to  do,  then  with  the  Interstate  Com- 
merce Commission.  The  Interstate  Commerce  Commission  will 
hear  your  complaint  and,  if  from  the  evidence  presented,  it 
finds  the  rates  unreasonable,  it  will  direct  the  carriers  to  estab- 
lish reasonable  rates.  What  is  a  reasonable  rate  is  a  question 
of  fact  which  can  be  determined  only  in  a  proper  proceeding 
before  the  Commission.  It  matters  not  where  the  rate  be  a 
combination  of  intermediates,  or  a  joint  through  rate,  or  whether 
such  rate  is  a  class  or  a  commodity  rate,  it  must  be  reasonable 
for  the  service  performed  and  must  not  be  unjustly  discrimi- 
natory nor  unduly  prejudicial  to  its  users. 

Demurrage — Charge    Assessable    on    Double    Load 

Illinois. — Question:  Kindly  advise  if  you  know  of  any  rul- 
ing or  decision  on  demurrage  on  shipments  of  double  loads,  re- 
quiring two  flat  cars  to  carry  same.  This  shipment  consisted 
of  a  crane  over  fifty  feet  in  length  and,  as  it  was  impossible 
to  load  same  on  a  single  car,  demurrage  accrued  on  shipment 
and  carriers  assessed  demurrage  on  two  cars. 

Our  contention  is  that  inasmuch  as  shipment  was  tendered 
on  one  bill  of  lading  in  accordance  with  rule  29  of  Consolidated 
Classification,  demurrage  should  only  be  assessed  for  one  car. 

Answer:  While  we  cannot  locate  an  opinion  of  the  Commis- 
sion covering  the  question,  it  is  our  view  that  demurrage  may 
be  assessed  on  both  cars.  This  for  the  reason  that  the  demur- 
rage rules  and  charges  relate  to  "cars"  and  not  consignments. 
See  the  Commission's  opinion  in  Woolson  Spice  Co.  vs.  Penna. 
Co.,  37  I.  C.  C.  583. 

Demurrage — Private  Car  on  Track  Leased  by  Owner  of  Car 

Louisiana. — Question:  We  have  rented  a  portion  of  our  yard, 
Including  a  portion  of  our  private  railroad  switch  track,  to  one 
of  our  customers,  for  the  purpose  of  unloading  and  storing 
pipe.  This  customer  is  the  owner  of  a  flat  car,  and  the  informa- 
tion we  require  Is  as  to  whether  the  railroads  are  within  their 
rights  In  assessing  demurrage  on  said  car  while  on  our  private 
track,  which  is  rented  to  the  owner  of  the  car. 

If  you  can  cite  any  previous  decision  covering  this,  same 
will  be  greatly  appreciated. 

Answer:  We  have  been  unable  to  locate  an  opinion  of  the 
Commission  which  determines  whether  or  no  demurrage  should 
be  assessed  on  a  car  such  as  that  referred  to  by  you. 

There  Is  no  provision  In  the  National  Car  Demurrage.  Rules 
which  specifically  exempts  such  a  car  from  demurrage,  but  it 
la  our  opinion  that  such  a  car  should  not  be  subject  to  demur- 
rage any  more  than  if  it  were  your  car  standing  on  your  track, 
for  to  all  Intents  and  purposes  the  track  leased  from  you  by 
i  he  owner  of  the  car  is  for  the  period  of  the  lease  the  track 
of  the  owner  of  the  car. 

delivery— Duty  of  Carrier  to  Make  Delivery  if  Possible 

Oklahoma. — Question:  We  have  a  claim  with  the  carriers 
that  remains  unpaid  and  we  would  like  for  you  to  give  us  a  de- 
cision of  any  court  or  the  Commission  or  your  opinion  for  a 
shipment  tendered  the  carriers  under  the  following  conditions- 


A  shipment  was  made  by  "A"  to  consignee  "B."  The  correct 
name  appeared  on  the  bill  of  lading,  but  an  error  'jf  one  initial 
on  the  goods.  After  it  had  arrived  at  destination,  consignee 
called  on  the  carriers  for  delivery  several  times,  but  carrier 
would  not  deliver  the  shipment  to  him.  Although  he  produced 
no  particular  evidence  to  show  the  shipment  was  his,  he  was 
fairly  well  known  in  the  community  and  had  received  other 
shipments  from  the  carrier's  agent,  but  they  refused  to  deliver 
the  shipment  because  of  the  slight  difference  between  the  mark- 
ing on  the  bill  of  lading  and  on  the  goods.  The  carrier  claims 
to  have  notified  both  the  consignee  and  the  consignor,  but  the 
consignor  never  received  the  notice  and  no  disposition  was 
furnished.  Claim  was  placed  for  the  shipment,  the  value  of 
which  was  practically  $14,  and  disposition  was  asked  by  the 
carriers,  but  has  never  been  furnished. 

The  shipment  was  prepaid,  but  storage  charges  have  ac- 
crued in  the  amount  of  over  $7  and,  the  shipment  being  semi- 
perishable,  it  would  be  of  no  value,  after  having  been  stored 
around  the  freight  house  for  several  months. 

It  would  seem  that  inasmuch  as  the  carriers  undertook  de- 
livery of  the  shipment  which  they  signed  for  on  bill  of  lading  • 
and  that  shipment  had  not  been  delivered,  that  the  carriers  are 
undertaking  to  avoid  payment  of  a  claim,  stating  that  they 
checked  over  another  shipment  which  was  not  delivered,  al- 
though consignee  named  on  the  bill  of  lading  called  for  the 
shipment  and  it  was  refused  him,  and  we  shall  stand  firm  on 
our  bill  of  lading,  having  no  interest  in  any  other  shipment 
which  the  carriers  may  have  alleged  to  have  in  their  possession, 
inasmuch  as  the  receipt  issued  was  correct,  and  it  is  our  opinion 
that  the  carriers  should  pay  for  the  shipment. 

Answer:  As  there  are  well-known  methods  by  which  a  car- 
rier's agent  can  determine  whether  a  package  belongs  to  the 
party  holding  a  bill  of  lading  which  agrees  in  general,  with  the 
marks  on  the  package,  even  though  a  slight  difference  exists 
between  the  two,  and,  as  it  is  the  duty  of  the  carrier  to  make 
delivery,  if  possible,  it  is  our  opinion  that,  unless  the  carrier 
can  prove  that  it  took  the  necessary  steps  to  make  delivery, 
recovery  may  be  had  of  the  value  of  the  shipment. 

Suit  for  Loss  or  Damage — Time  Within  Which  to  File 
New  York. — Question:  Reference  is  made  to  interstate 
commerce  act,  as  amended  February  28,  1920,  specifically  to  that 
portion  related  to  the  statute  of  limitations  pertaining  to  two 
years  and  one  day  for  the  filing  of  suit  for  recovery  on  loss 
and  damage  claims.  The  act  states:  "Two  years  and  one  day 
runs  from  the  time  the  claim  was  formally  declined  in  writing." 
We  would  appreciate  your  interpretation,  with  citation  of  cases, 
as  to  the  exact  meaning  of  the  act  as  amended;  for  instance, 
bill  of  lading  made  February  3,  1920,  shipment  delivered  March 
5,  1920,  thereafter,  the  shipment  being  the  subject  of  clain* 
would  such  an  instance  be  governed  by  the  act?  Or,  is  the 
general  interpretation  of  the  act  to  cover  only  bills  of  lading 
made  subsequent  to  February  28,  1920? 

Answer:  In  the  case  of  Leigh  Ellis  &  Co.  vs.  Davis,  Agent, 
274  Fed.  443,  affirmed  in  276  Fed.  400,  and  now  before  the  Su- 
preme Court  of  the  United  States  on  writ  of  error,  it  was  held 
that  a  claim  was  barred  upon  which  suit  was  not  filed  within 
the  period  of  time  specified  in  the  bill  of  lading,  regardless  of 
the  order  of  the  Commission  in  the  Decker  case,  55  I.  C.  C.  453, 
holding  that  the  bill  of  lading  provision  as  it  then  read  was 
unreasonable,  unjustly  discriminatory,  and  unduly  prejudicial, 
the  court  holding  that  the  bill  of  lading  provision  under  which 
the  shipment  moved  governed  the  rights  of  the  parties. 

The  decision  of  the  Supreme  Court  in  the  case  now  before  it 
should  determine  your  rights  in  the  instant  case,  as  the  prin- 
ciple is  the  same  in  substance. 

Delay— Carrier  Liable  Unless  Shipper  Is  Advised  as  to  Probable 

Delay 

Oklahoma.— Question:  To  what  extent  is  initial  line  respon- 
sible for  loss  occurring  because  of  delivering  line  embargo? 
As  explanation,  we  shipped  a  car  of  volatile  gasoline  during 
1920  and  received  a  clear  bill  of  lading  covering.  However,  an 
embargo  existed,  unbeknown  to  us,  on  delivering  line,  when  ship- 
ment was  made;  in  fact,  this  embargo  was  effective  two  weeks 
prior  to  billing  date.  As  a  result  the  car  was  delayed  twenty 
days,  being  held  this  length  of  time  because  of  the  embargo, 
but  we  were  not  notified  or  given  an  opportunity  to  dispose  of 
the  shipment  elsewhere.  Consequently  there  was  considerable 
loss  because  of  evaporation.  Are  we  not  entitled  to  compensa- 
tion for  this  loss  from  carriers? 

Answer:  Where  goods  are  tendered  to  a  carrier  for  trans- 
portation, it  is  bound  to  advise  the  shipper  as  to  any  cause 
likely  to  delay  transportation,  which  cause  Is  within  its  knowl- 
edge, or  within  its  fair  and  reasonable  means  of  knowledge,  and. 
not  within  the  knowledge  of  the  shipper,  and,  if  it  fails  In  its 
duty  in  this  respect,  a  delay  In  the  transportation  of  the  goods 
will  not  be  excused,  and  that,  too,  Irrespective  of  the  nature 
of  the  cause.  The  acceptance  of  goods  for  shipment  without 
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notifying  the  shinper  of  the  fact  that  they  cannot  be  promptly 
delivered  is  tantamount  to  an  assurance  that  they  will  be  de- 
livered within  a  reasonable  time,  except  for  the  intervening 
causes  of  subsequent  occurrence.  This  duty  is  in  no  way  de- 
pendent on  special  agreement,  but  is  a  part  of  the  duty  imposed 
by  law  on  carriers;  and  the  reason  why  the  law  has  imposed 
it  on  the  carrier  is  to  give  the  shipper  an  opportunity  to  exer- 
cise his  own  discretion  as  to  the  propriety  of  making  the  ship- 
ment— to  choose  between  the  different  courses  open  to  him. 
(See  Chesapeake,  etc.,  R.  Co.  vs.  O'Gara.  139  S.  W.  803.) 

Through    Interstate    Rates   v».    Interstate    Rate   to   Original    Des- 
tination and    Intrattate    Rate   Beyond 

Ohio. — Question:  Referring  to  your  replies  on  "Wisconsin," 
page  926,  Weekly  Traffic  World  of  November  13,  1920,  and 
••Illinois,"  page  821,  Weekly  Traffic  World  of  October  30,  1920, 
regarding  "Through  Rate  vs.  Lowest  Combination." 

Certain  shippers  and  consumers  are  insisting  that  shipments 
can  be  billed  to  an  intermediate  point,  and  rebilled  therefrom, 
at  the  local  rate,  regardless  of  the  fact  that  a  through  rate  is 
in  effect  from  original  point  of  origin  to  final  destination  at  the 
time  shipment  moved. 

Will  you  kindly  advise  whether  or  not  there  have  been  any 
recent  court  decisions  or  rulings  by  the  Interstate  Commerce 
Commission  that  have  the  effect  of  reversing  their  decision  in 
Kanotex  Refining  Company  vs.  A.  T.  &  S.  F.  Railway,  34  I.  C.  C. 
271? 

Answer:  We  do  not  know  of  any  decision  in  which  the 
Commission  has  departed  from  the  principle  emphasized  by  It 
In  the  Kanotex  Refining  Company  case.  Neither  do  we  find 
where  either  the  courts  or  the  Commission  have  laid  down  a 
rule  that  the  shipping  to  one  destination  on  an  Interstate  rate 
and  resbipplng  on  a  state  rate  is  of  Itself  an  unlawful  transaction. 
No  definite  rule  governing  such  transactions  Is  possible  of  state- 
ment because  eacb  case  stands  on  Its  own  merits,  and  the  con- 
ditions and  circumstances  under  which  the  reshipment  Is  made 
must  all  be  considered  In  determining  whether  the  Interstate 
commerce  law  Is  violated.  No  better  rule  seems  to  have  been 
formulated  for  getting  at  the  situation  than  that  stated  by  the 
I'nited  States  Supreme  Court  in  holding  that  the  Intention  of 
the  shipper  is  controlling,  that  Is,  whether  he  had  In  mind  a 
shipment  to  the  final  destination  at  th<>  time  he  delivered  the 
shipment  to  the  carrier  at  point  of  origin.  The  fact  that  under 

Lin  conditions  (see  C.  M.  *  St.  P.  vs.  Iowa,  233  V.  S.  334. 
and  the  O.  C.  ft  8.  F.  case,  204  U.  S.  403.  mentioned  on  page 
926.  Traffic  World.  November  13.  1920).  it  Is  not  unlawful  to 
ship  on  an  Interstate  rate  to  the  first  destination  and  then  to 
resbip  on  a  state  rate,  does  not  lay  down  any  hard  and  fast 
rule  that  all  such  billing  Is  lawful.  By  the  same  sign  the  fact 
that.  In  the  Kanotex  case  the  rebllllng  was  unlawful  (In  that  it 
contemplated  defeating  the  through  Interstate  charge),  does  not 
•  -isarlly  Imply  that  billing  to  a  certain  destination  and  re- 
billing  on  a  state  rate,  where  other  conditions  control  (such  as 
change  of  ownership  at  the  reforwardlng  point).  Is  unlawful. 

The  best  test  of  which  we  are  aware  from  a  study  of  these 
decisions  Is  to  ask  oneself  "Is  my  purpose.  In  rebllling,  to  de- 
feat the  interstate  rate?"  If  It  is,  your  attempt  to  carry  out 
that  purpose  Is  unlawful  and  you  cannot  lawfully  receive  the 
benefit  of  the  lower  combination.  If  that  Is  not  your  purpose 
and  If  the  rebilllng  is  caused  by  other  conditions,  then,  gen- 
erally speaking,  the  shipper  Is  not  to  be  deprived  of  the  bene- 
fits which  happen  to  result  In  his  favor  because  it  was  necessary 
to  reblll. 

Notice  of  Claim 

Illinois. — Question:  A  shipment  was  billed  via  express  un- 
der date  of  June  10,  1920,  consignee  failed  to  advise  of  shortage 
until  December  22.  1920.  which  was  within  six  months  after  a 
reasonable  time  for  delivery.  The  express  company  declines 
payment  account  claim  not  filed  within  four  months'  period. 
The  shipment  moved  from  Illinois  to  Michigan,  and  the  carrier 
had  full  knowledge  of  shortage. 

Answer:  Prior  to  September  10.  1921,  the  uniform  express 
receipt  provided  that  a  claim  for  shortage  must  be  made  within 
four  months  after  delivery  of  the  shipment.  On  the  above  date 
an  additional  two  months  was  added  to  the  period  of  time, 
within  which  a  claim  might  be  presented.  The  courts  have. 
In  the  past,  uniformly  held  that  stipulation  carried  In  bills  of 
lading  and  express  receipts  covering  the  time  within  which  a 
claim  must  be  presented  are  valid  and  binding  and  bar  a  re- 
covery when  not  complied  with.  There  Is,  however,  a  tendency 
at  present,  on  the  part  of  the  courts  to  depart  from  this  holding 
as  to  loss  and  damage  resulting  from  certain  causes,  under 
the  proviso  carried  in  section  20  of  the  act  to  the  effect  that 
where  the  loss,  damage  or  injury  is  due  to  delay  or  damage 
while  being  loaded  or  unloaded,  or  damaged  In  transit  by  care- 
lessness or  negligence,  a  claim  Is  not  a  condition  precedent  to  the 
bringing  of  a  suit.  See  Conover  vs.  K.  Co..  212  111.  App.  29; 
Gillette  Safety  Raror  Co.  vs.  Darls.  278  Fed.  864;  Mann  vs. 


Transportation  Co.,  96  S.  E.  731.  These  decisions  are  not,  how- 
ever, numerous  enough  nor  comprehensive  enough,  to  make  it 
possible  to  say  just  what  claims  come  within  the  proviso.  Fur- 
thermore, one  or  two  of  the  cases  seem  to  hold  that  in  the 
event  a  claim  is  not  filed  and  the  proviso  is  pleaded,  that  neg- 
ligence on  the  part  of  the  carrier  must  be  proved. 


IRON  AND  STEEL  TO  TEXAS 

The  Traffic  World   Washington  Bureau 

Iron  and  stel  producers  and  consumers  in  Pitsburgh  and  the 
Mahoning  and  Shenango  valleys,  other  than  those  of  the  United 
States  Steel  Corporation  group,  have  protested  against  the  rates 
on  iron  and  steel  articles  to  points  in  Texas  shown  in  Supplement 
12  to  Iceland's  I.  C.  C.  1501,  issued  to  become  effective  June  15, 
and  asked  for  the  suspension  of  seven  items  therein  on  the 
ground  that  the  differentials  from  Pittsburgh  territory  and  other 
defined  territories  are  not  reduced,  by  that  supplement,  by  the 
same  percentage  as  the  base  rate  from  St.  Louis  or  the  through 
rates  from  Chicago  and  Birmingham.  It  is  claimed  by  the 
protestants  that  the  supplement,  if  allowed  to  become  operative 
will  unduly  favor  shippers  at  St.  Louis,  Chicago  and  Birmingham 
and  points  taking  the  same  rates  or  rates  made  in  relation 
thereto. 

H.  D.  Rhodehouse,  traffic  manager  for  the  Youngstown  Cham- 
ber of'Commerce,  who  drew  the  protest  for  the  Pittsburgh  and 
Valleys  interests,  contended  that  the  through  rate  from  the  dis- 
tricts of  origin  to  Texas  should  be  on  the  basis  of  one-fourth  of 
the  rate  applying  from  Pittsburgh  and  the  valleys,  and  three- 
fourths  from  St.  Louis  to  the  final  destinations.  He  claimed  the 
rates  proposed  in  the  supplement  would  not  be  on  the  basis  they 
have  been  on  since  Ex  Parte  74  in  that  the  differentials  from  the 
designated  territories  of  origin  would  not  bear  the  same  per- 
centage relation  to  the  through  rates  as  the  present  differentials 
or  the  differentials  in  effect  prior  to  August  26,  1920,  bore  to  the 
through  rates  from  Pittsburgh,  Youngstown  and  Chicago. 

Another  claim  made  by  him  was  that  the  rates  on  the  items 
In  question  were  formulated  on  suggestions  from  the  shippers 
in  the  St.  Louis,  Chicago  and  Birmingham  territories.  He  pointed 
to  the  Southwestern  Lines  Freight  Committee  docket  No.  3316 
for  confirmation  of  his  allegation  as  to  the  source  of  the  rates 
against  which  he  was  making  the  protest.  Rhodehouse  protested 
the  proposal  then  and  he  desired  to  again  go  on  record  in  the 
same  way. 

The  Items  to  which  the  protest  attached  were  3724A,  3904A, 
3880A.  3922A.  3958A.  3886A  and  3928A.  To  illustrate  his  point. 
Mr.  Rhodehouse  took  bars,  angles,  etc.,  as  an  example.  Rates  on 
them  are  carried  In  item  3880A.  Prior  to  Ex  Parte  74,  he  said, 
the  rate  was  made  up  of  a  differential  of  25  cents,  plus  a  rate  of 
75  cents  from  St.  Louis,  making  a  through  rate  of  $1.00,  with  the 
percentage  of  25  per  cent  .east  of  St.  Louis  and  75  per  cent  west. 
The  through  rate  since  Ex  Parte  74  has  been  $1.33%,  divided 
33%  cents  east  of  and  100  cents  west  of  St.  Louis,  or  still  on  a 
percentage  relationship  of  25  and  75. 

Under  the  proposed  rates,  Rhodehouse  said  the  factor  east  of 
St.  Louis  would  be  32  cents  and  west  84%  cents,  a  total  of 
$1.16%,  giving  a  percentage  relationship  of  27.4  and  72.6  per  cent. 

His  suggestion  was  that  the  rate  should  be  divided  28  cents 
east  of  St  Louis  and  84%  cents  west  thereof,  or  a  through  rate 
of  $1.12%.  We  said  that  if  the  through  rate  could  not  be  brought 
down  to  $1.12%,  the  $1.16%  rate  should  be  divided  29  cents  east 
and  87%  cents  west  of  St.  Louis.  Such  rates,  he  pointed  out, 
would  preserve  the  old  percentage  relationship  of  25  per  cent 

and  75  per  cent  west  of  St.  Louis. 


LEHIGH  DISTRICT  CEMENT  RATES 

The  Traffic   World   Washington  Bureau 

The  Commission  has  refused  to  suspend  tariffs  of  the  rail- 
roads serving  the  Lehlgh  district,  establishing  a  transshipment 
rate  of  11  centH  on  cement  to  Jersey  Shore  destinations,  and 
rates  to  Manhattan  Island  and  other  points  in  the  Metropolitan 
District  of  14  cents,  with  lighterage  allowances  to  those  who 
do  their  own  transferring.  Protest  was  made  by  the  Atlas  Port- 
land Cement  Company  on  the  ground  that  such  allowances  as 
were  offered  would  be  paid  to  carriers  not  subject'  to  the  Inter- 
state commerce  act  and  were,  therefore,  not  lawful. 


GULF  PORTS  TERMINAL  EXTENSION 
On  further  hearing,  the  Commission  has  dismissed  the  ap- 
plication of  the  Gulf  Ports  Terminal  Railway  Company  for  au- 
thority to  extend  Its  line  In  Baldwin  and  Mobile  counties,  Ala- 
bama, holding  that  the  application  did  not  come  within  the 
provisions  of  paragraph  (18)  of  section  1  of  the  interstate  com- 
merce act.  The  further  hearing  developed  that  the  extension 
was  begun  several  years  ago  and  the  Commission  therefore 
held  that  its  permission  was  not  required.  In  the  original  de- 
cision the  Commission  held  that  the  record  did  not  contain  an 
assurance  of  a  reasonably  successful  enterprise,  and  the  appli- 
cation was  denied. 
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SOUTHEASTERN  CLASS  RATE  INQUIRY 

(S|n-i  ial  riiiM-s|niiiiIi-iii-i'   flora  Atlanta,  Ga.) 

Commissioner  Eastman  announced  June  2,  in  the  southeast- 
ern class  rate  inqury,  that  shippers  will  be  heard  in  Atlanta 
September  14  to  23;  in  Asheville,  beginning  October  2;  in  New 
Orleans,  beginning  October  23;  in  Chicago,  November  6;  and 
In  New  York,  November  20. 

A  press  wire  from  Raleigh  says  their  corporation  commis- 
sioner, A.  J.  Maxwell,  of  North  Carolina,  a  member  of  the  com- 
mittee of  five  southeastern  state  railroad  commissioners  who 
have  been  sitting  with  Commissioner  Eastman  in  the  southeast- 
ern class  rate  Inquiry,  has  written  to  Mr.  Eastman  resigning  his 
seat  at  the  hearing  and  charging  "that  the  Carolina  rates  pro- 
posed by  the  carriers  are  the  most  brutal  ever  submitted."  He 
says  he  is  retiring  because  he  is  "unequal  to  the  task  of  main- 
taining a  pretense  of  judicial  poise." 

Mr.  Maxwell  left  Atlanta  soon  after  Brooks  G.  Brown,  Wed- 
nesday of  last  week,  announced  the  proposals  to  which  he  ob- 
jects. 

All  five  of  the  committee  are  at  their  respective  homes  this 
week  watching  elections. 

Brooks  G.  Brown,  continuing  his  testimony,  discussed  the 
rates  to  the  Carolina  territory  from  Memphis,  from  Evansville 
and  Cairo,  from  Nashville,  from  St.  Louis,  from  New  Orleans 
and  Vicksburg,  and  from  Mobile,  in  turn,  using  in  many  cases 
parallel  comparisons,  but  taking  up  each  set  of  rates  in  detail. 

He  announced  present  and  proposed  first  class  rates  from 
Memphis  to  representative  Carolina  cities  as  follows: 

From  Memphis  to  Plymouth,  Edenton,  Elizabeth  City,  Greenville, 
Farmville,  and  Kinston,  {J.  C.:  present  rate,  200;  proposed  rate,  210. 
To  Goldsboro,  Wilson,  and  Henderson,  N.  C. :  present,  196;  proposed, 
205.  To  Winston-Salem  and  Greensboro,  N.  C. :  present,  188;  proposed, 
200.  To  Durham,  N.  C.:  present,  194;  proposed,  200.  To  Raleigh  and 
Fayettevllle,  N.  C.:  present,  194;  proposed,  205.  To  Statesville.  N. 
C.:  present,  188;  proposed,  195.  To  Salisbury:  present,  188;  pro- 
posed, 200.  To  Charlotte,  N.  C.:  present,  188;  proposed,  195.  To 
Monroe,  N.  C.:  present,  188;  proposed,  200.  To  Asheville,  N.  C.: 
present,  178;  proposed,  175.  To  Chester  and  York,  S.  C.:  present, 
177;  proposed,  195.  To  Spartanburg  and  Greenville,  S.  C. :  present, 
177;  proposed,  185.  To  Columbia,  S.  C.:  present,  177;  proposed,  197. 
To  Denmark,  S.  C.:  present,  165%;  proposed.  197.  To  Bambeig  and 
Branchville,  S.  C.:  present,  165%;  proposed,  198.  To  Sumter,  S.  C.: 
present,  180;  proposed,  197.  To  .Florence,  S.  C. :  present,  180;  pro- 
posed, 202. 

He  announced  present  and  proposed  first  class  rates  from 
Cairo  and.  Evansville  to  representative  Carolina  territory  cities 
as  follows: 

From  Cairo  and  Evansville  to  Plymouth,  Edenton,  Elizabeth  City, 
Greenville,  Farmville,  and  Kinston,  N.  C.:  present  rate,  149%;  pro- 
posed rate,  210.  To  Goldsboro,  Wilson  and  Henderson,  N.  C. :  present, 
149%;  proposed,  205.  To  Winston-Salem,  Greensboro  and  Durham, 
N.  C. :  present,  149%;  proposed,  200.  To  Raleigh,  N.  C. :  present, 
149%;  proposed,  205.  To  Fayetteville,  N.  C. :  present,  155;  proposed, 
205.  To  Statesville,  N.  C. :  present,  155;  proposed,  195.  To  Salisbury, 
N.  C.:  present,  155;  proposed,  200.  To  Charlotte,  N.  C. :  present, 
180;  proposed,  195.  To  Monroe,  N.  C.:  present,  155;  proposed,  200. 
To  Asheville,  N.  C.:  present,  162%;  proposed,  175.  To  Chester  and 
York,  S.  C.:  present,  180;  proposed,  195.  To  Spartanburg  and  Green- 
ville. S.  C.:  present,  180;  proposed.  190.  To  Columbia,  S.  C.:  pres- 
ent, 180;  proposed,  202.  To  Denmark,  Bamberg  and  Branchville,  S.  C.: 
present,  172;  proposed,  202.  To  Sumter  and  Florence,  S.  C. :  present 
183;  proposed,  202. 

Mr.  Brown  then  compared  the  rates  to  the  Carolina  cities 
from  Memphis  and  from  Cairo  and  Evansville  to  the  rates, 
present  and  proposed,  from  Indianapolis  and  Chicago  to  Mis- 
sissippi Valley  points,  over  routes  of  the  same  or  greater  mile- 
age, in  an  effort  to  show  that,  although  the  rates  proposed  show 
increases,  they  are  not  unfair  or  unreasonable.  He  made  also 
a  number  of  other  comparisons  of  rates  to  bear  out  his  con- 
tention. 

The  witness  then  took  up  the  present  and  proposed  first 
class  rates  from  St.  Louis  into  Carolina  territory.  He  announced 
the  proposed  first  class  differential,  St.  Louis  over  Evansville, 
of  30  cents,  and  proceeded  to  give  a  comparison  of  the  rates, 
present  and  proposed. 

The  present  and  proposed  first  class  rates  from  St.  Louis 
to  representative  Carolina  cities  were  announced  as  follows: 

From  St.  Louis  to  Plymouth,  Edenton  and  Elizabeth  City,  N.  C.: 
present  184;  proposed.  235.  To  Greenville,  Farmville,  Kinston,  Golds- 
boro, Wilson,  Henderson:  present.  192;  proposed,  235.  To  Winston- 
Bawm,  <;ivi-jisboro  and  Durham,  N.  C.:  present,  192;  proposed  230 
To  Raleigh,  N.  C.:  present,  192;  proposed,  235.  To  Fayetteville-  pres- 
ent, 204;  proposed,  235.  To  Statesville:  present,  204;  proposed  225. 
To  Salisbury:  present,  204;  proposed,  230.  To  Charlotte:  present, 
231;  proposed,  225.  To  Monroe,  N.  C.:  present,  204;  proposed  230 
To  Aghevllle,  N.  C.:  present,  212;  proposed,  205. 

Mr.  Brown  supported  the  above  rate  schedule  with  another 
exhaustive  series  of  comparisons.  His  next  topic  embraced  rates 
from  Nashville  Into  Carolina  territory,  and  was  dealt  with  in 
practically  the  same  way. 

"In  the  proposed  rates  from  Nashville  to  North  Carolina 
territory,"  said  Mr.  Brown,  "we  are  observing  the  same  group- 
ing of  destination  territory  in  North  Carolina,  and  the  same 
differential  from  each  of  the  specified  groups,  North  Carolina 
under  Norfolk  and  Richmond,  as  has  been  proposed  in  the  re- 
vised rates  from  Memphis.  Rightly  speaking,  this  means  that 


to  the  extreme  eastern  portions  of  North  Carolina,  of  which 
Washington,  Greenville,  Kinston  and  Newbern  are  representa- 
tive, the  proposed  rates  from  Nashville  will  be  the  same  as  the 
proposed  rates  to  the  Virginia  cities. 

"To  the  next  zone,  of  which  Raleigh,  Henderson,  Wilson, 
Goldboro  and  Fayetteville  are  representative,  rates  from  Nash- 
ville are  on  a  basis  of  5  cents  less  than  the  rates  to  Norfolk 
and  Richmond;  to  Durham,  Greensboro  and  Winston-Salem,  they 
are  10  cents  less;  to  Charlotte  and  Statesville,  15  cents  less; 
to  Asheville  and  Marion  it  is  proposed  to  make  the  rates  from 
Nashville  the  same  differential  under  the  Charlotte  group  as 
was  observed  from  the  Ohio  River  crossings  and  from  Memphis. 

"In  South  Carolina,  the  proposed  rates  from  Nashville  to 
York,  Rock  Hill  and  Chester,  all  immediately  south  of  Charlotte 
and  adjacent  to  the  North  Carolina-South  Carolina  line,  are  the 
same  as  those  to  Charlotte. 

"To  Spartanburg,  Greenville  and  Anderson  and  to  Sumter, 
Camden,  Columbia,  Denmark  and  Orangeburg,  the  proposed 
rates  from  Nashville  are  on  a  basis  of  10  cents  less  than  from 
Louisville  on  first  class. 

"To  points  in  South  Carolina,  on  the  Augusta-Charleston 
line,  as  well  as  to  points  in  South  Carolina  south  of  this  line, 
the  rates  from  Nashville  are  the  same  as  to  Charleston,  S.  C. 

"To  points  in  eastern  South  Carolina,  of  which  Florence, 
Darlington,  Bennettsville  and  Dillon  are  representative,  the 
proposed  rates  from  Nashville  are  the  same  as  to  points  in 
North  Carolina  immediately  across  the  state  line,  i.  e.,  5  cents 
less  than  to  Norfolk  and  Richmond,  on  first  class." 

The  present  and  proposed  rates  from  Nashville  to  repre- 
sentative Carolina  points  were  announced  as  follows  by  the 
witness: 

From  Nashville  to  Plymouth,  Edenton,  Elizabeth  City,  Greenville, 
Farmville,  Kinston:  present  rate,  145%;  proposed  rate,  188.  To  Golds- 
boro, Wilson  and  Henderson:  present,  145%;  proposed,  183.  To  Win- 
ston-Salem, Greensboro  and  Durham:  present,  145%;  proposed,  178. 
To  Raleigh:  present,  145%;  proposed,  183.  To  Fayetteville:  present, 
147;  proposed,  183.  To  Statesville:  present,  147;  proposed,  173.  To 
Salisbury:  present,  147;  proposed,  178.  To  Charlotte:  present,  163; 
proposed,  173.  To  Monroe:  present,  147;  proposed,  178.  To  Ashe- 
ville: present,  145%;  proposed,  153.  To  Chester,  S.  C. :  present,  147; 
proposed,  173.  To  York,  S.  C.:  present,  172;  proposed,  173.  To  Spar- 
tanburg and  Greenville,  S.  C. :  present,  163;  proposed,  165.  To  Colum- 
bia, S.  C.:  present,  158;  proposed,  177.  To  Denmark,  S.  C. :  present, 
150;  proposed  177.  To  Bamberg,  S.  C. :  present,  152;  proposed,  178. 
To  Branchville,  S.  C.:  present,  153;  proposed,  178.  To  Sumter  and 
Florence,  S.  C. :  present,  163;  proposed,  183. 

Mr.  Brown  then  went  into  the  subject  of  rates  from  Gulf 
ports  into  Carolina  territory.  He  brought  out  that  in  dockets 
10500  and  10515  the  Commission,  in  prescribing  the  differential 
relation  between  Norfolk  and  Richmond  on  one  hand  and  North 
Carolina  points  on  the  other,  to  and  from  southern  territory, 
did  not  specifically  cover  the  territory  in  Louisiana  lying  east 
of  the  Mississippi  River  which  included  New  Orleans.  However, 
he  said,  the  same  basis  of  differentials,  North  Carolina  under 
Virginia  cities,  was  specifically  prescribed,  to  and  from  such 
points  as  Vicksburg  and  Mobile,  and  in  compliance  with  the 
Commission's  order  in  dockets  10500  and  10515,  effective  Janu- 
ary 15,  1922,  the  carriers  voluntarily  included  the  territory  in 
Louisiana  east  of  the  Mississippi  on  the  same  basis  of  differ- 
entials northbound  under  Norfolk  and  Richmond,  as  was  spe- 
cifically prescribed  for  application  to  and  from  Vicksburg  and 
Mobile. 

Moreover,  he  went  on,  in  I.  and  S.  1303,  part  1,  the  Com- 
mission prescribed  equal  class  rates  from  New  Orleans  and 
Vicksburg  to  the  Virginia  cities,  and  he  said  it  was  proper  that 
the  same  differential  basis,  North  Carolina  under  Virginia  cities, 
should  be  applicable  from  New  Orleans  as  from  Vicksburg. 
While  in  I.  and  S.  1303,  part  1,  the  Commission  prescribed  a  first 
class  rate  of  218  from  New  Orleans  and  Vicksburg  to  all  Virginia 
cities,  including  Norfolk  and  Richmond,  the  carriers  will  propose 
later  in  this  proceeding  a  rate  of  228  from  New  Orleans  and 
Vicksburg  to  Norfolk  and  Richmond,  and  a  rate  of  218  from  New 
Orleans  and  Vicksburg  to  Lynchburg  and  Roanoke,  he  said. 

"The  rates  which  the  carriers  are  here  proposing,  from 
New  Orleans  and  Vicksburg  to  points  in  North  Carolina,  are 
based  upon  the  relationship  to  the  proposed  rate  of  228,  to  Nor- 
folk and  Richmond  which  was  specifically  approved  by  the 
Commission  in  dockets  10500  and  10515,"  he  said. 

In  reference  to  the  rates  from  Mobile  to  the  Carolina  terri- 
tory, Mr.  Brown  said,  in  part: 

"In  I.  and  S.  1303,  part  1,  the  Commission  prescribed  the 
same  class  rates  from  Mobile  as  from  New  Orleans  and  Vicks- 
burg, to  Norfolk  and  Richmond.  In  dockets  10500  and  10515 
the  differential  relationship  as  between  North  Carolina  and  Nor- 
folk and  Richmond  was  exactly  the  same, to  and  from  Mobile 
as  to  and  from  Vicksburg,  and  as  it  has  been  stated,  the  same 
basis  of  differentials  was  prescribed  from  New  Orleans. 

"The  rate  from  Mobile,  New  Orleans  and  Vicksburg  to  Nor- 
folk and  Richmond  being  the  same  and  the  differential  relation- 
ship North  Carolina  under  the  Virginia  cities  being  the  same 
to  and  from  Mobile  and  Vicksburg  and  New  Orleans,  the  ob- 
servance of  this  basis  would  result  in  the  same  rates  from 


June  10.  1922 


THE    TRAFFIC     WORLD 


1297 


Work  That  Is  Like  Play 

— Yet  it  can  easily  bring 
you  $5000  to  $7500  a  year 

An  Amazing  Opportunity  it  Offered  Young  Men 
of  Ambition  to  Get  Into  a  Remarkable  New  Big 
fay  Field.  In  an  Aitonifhingly  Short  Time 
You  Can  Qualify  to  Earn  a  Magnificent  Income. 

The  need  for  mm  who  can  capably  represent  American  Business 
abroad,  or  who  am  direct  export  and  import  activities  at  borne,  is 
growing '  more  apparent  every  day.  Every  country  on  the  face  of  the 
clobe  is  romprtinc  with  each  other  for  foreign  market*,  and  American 
Manufacturer!  will  not  permit  themaelvea  to  be  outstripped.  »o  the 
call  has  cone  out  for  Export  and  Import  Manager!. 

Men  with  a  thorough  knowledge  »f  Export  and  Import  are  earning 
magmflcent  aalariea.  and  are  Hnding  their  vocation  not  the  ordinary 
routine  of  the  averse*  omce  man.  but  a  thrilling,  big- 


paying  profession. 

AN  AMAZING  NEW  BIG  PAY  FIELD 

Export  and  Import  Manager*  earn  from  IS. 000  to  17.600  a  year. 
Many  even  earn  more.  The  work  of  the  Export  and  Import  Manager 
la  not  complex  nor  is  an  unusual  education  required  to  muter  it. 
Export  and  Import  I*  bated  upon  certain  well  deAned  principle*, 
coupled  with  easily  understood  law.  regarding  international  trade. 
Dunce,  and  (hipping.  You  will  be  asaaied  to  find  how  rapidly  and 
bow  readily  yon  can  prepare  yourself  to  take  your  place  aa  a 
qaalifted  Export  and  Import  Manager. 

LEARN  IN  SPAKE  TIME 

At  lineai.  No  need  of  giving  op  your  pment  work.  Just  a  few 
•pare  houra  a  week  and  yon  can  quickly  master  the  training  pre- 
pared especially  for  thla  profession  by  the  American  Commerce  As- 
toclation.  Thi«  training  la  conceded  by  experts  to  be  the  very  beat 
that  la  offered. 

FBCE  BOOK  GIVES  FULL  DETAILS 

There  la  absolutely  no  obligation  on  your  part.  Just  send  your  name 
and  address  la  postal  card  will  do),  and  the  finely  illustrated,  free 
book  on  Export  and  Import  will  be  sent  you.  Learn  of  the  amaiing 
opportunities  In  this  wonderful  new  profession.  Make  up  your  mind 
right  NOW  to  get  out  of  the  rut  and  Into  the  "Field  of  Greater 
Opportunity."  Write  NOW! 

AMERICAN  COMMERCE  ASSOCIATION 

Depl.  ZC-B.  1M»  Drexel  Blvd.  <  hlcago.  III. 


Daily  Traffic  World 

and 

Traffic  Bulletin 

Contains  daily  all  the  information 
published  later  in  the  weekly 

Traffic  World 

and  in  the  weekly 

Traffic  Bulletin 

A  subscription  also  includes  a  valuable 

SERVICE  FROM  WASHINGTON 

that  makes  the  price  seem  trifling. 

Writ*  for  Particular* 

THE  TRAFFIC  SERVICE  CORPORATION 

fukli.h,,   Th»  Tr.fHc  World 
418  S.  Market  Strwet,  Chicago 


PORT  OF 

HOUSTON 


Houston  has  been  a  port  only  three  years. 
How  does  it  rank  on  exports? 
Take  cotton,  for  example. 

Only  three  ports  in  the  United  States  are 
ahead  of  it. 

They  are  Galveston,  New  Orleans  and  Sa- 
vannah. 

The  published  reports  for  this  season  to  June 
1st  show  that  Houston  has  shipped  433,465 
bales  of  cotton  as  against  387,519  for  the 
same  time  last  season. 

Houston's  nearest  competitor  is  Norfolk, 
which,  published  reports  show,  has  shipped 
332,998  bales  so  far  this  season,  followed  by 
Mobile  with  147,551  bales,  and  a  number  of 
other  ports  which  have  shipped  considerably 
less. 

This  shows  the  definite  accomplishment  of 
a  very  new  port. 

There  was  a  material  increase  over  last 
year's  business  in  spite  of  general  shipping 
conditions. 

This  means  a  steady  flow  of  business,  which, 
in  turn,  means  recognized  and  responsible 
transportation  lines. 

M.-.  Traffic  Man,  cannot  Houston  serve  you? 

Address  the 

DIRECTOR  OF  THE  PORT 
City  Hall  Houston,  Texas 
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Mobile  aa  from  New  Orleans  and  Vlcksburg  to  North  Carolina 

""However,  from  New  Orleans  to  the  Southeast,  generally, 
it  18  proposed  to  make  rates  from  Mobile  15  cents  less  than 
from  New  Orleans,  except  that  to  Augusta  and  Charleston  II 
proposed  to  observe  a  differential  of  10  cents  Mobile  under  New 

n  order  to  harmonize  the  Carolina  adjustment  with  the 
Southeastern  adjustment,  It  Is  proposed  here  to  make  rates 
from  Mobile  to  all  points  In  South  Carolina  and  North  Carolina 
on  and  south  of  the  Seaboard  Air  Line,  from  Wilmington  to 
Charlotte,  Inclusive,  and  on  and  west  of  the  Southern  Railway, 
from  Charlotte  through  Salisbury  to  Statesville,  Inclusive,  on 
a  basis  of  10  cents  first  class  less  than  the  rates  from  New 

"To  points  in  North  Carolina,  north  and  east  of  the  Sea- 
board Air  Line,  Wilmington  to  Charlotte,  and  the  Southern,  from 
Charlotte   through   Salisbury   to   Statesville,    it   is   proposed 
make  the  rates  from  Mobile  5  cents  less  than  the  rates  from 
New  Orleans,  except  to  a  small  portion  of  eastern  North  Caro- 
lina   lying  east  of  the  Atlantic    Coast    Line,  from  Weldon  to 
Washington,  and    the    Norfolk    Southern  from  Washington   t 
Newbern,  to  which  points  it  is  proposed  to  make  the  rates  from 
Mobile   the   same   as   from   New   Orleans,    the   rates   from    t 
particular  territory  being  the  same  as  to  Norfolk  and  Richmond. 

The  first  class,  present  and  proposed,  between  New  Orleans 
and  Vicksburg  and  representative  Carolina  cities,  and  those 
present  and  proposed  between  Mobile  and  representative  Caro- 
lina cities,  were  announced  as  follows: 

To    Plymouth,    Edenton    and    Elizabeth    City     N.    C.,    from    New 
Orleans  and  Vlcksburg- and  Mobile:     present    218;  proposed    228 
Greenville,    Farmvllle    and    Kinston,    N     C      from    New    <       ans    and 
Vicksburg:    present.  211;    proposed.    221;    from    Mobile:    present,    21 
proposed     216.     To    Goldlsboro,    Wilson    and    Henderson,    from    New 
Orleans?    present.  205;  proposed.  215;  from  Mobile:    present,  205;  pro- 
posed    210       To    Wlnston-Salem,    Greensboro,    Durham,    Raleigh    and 
ISvettevffle.    from    New    Orleans:     present,    200;    proposed     210;    from 
Mobile:     present,    200;    proposed.    205.      To    Statesville    and    Salisbury 
from  New  Orleans:   present,   195;   proposed,  205;  from  Mobile:   present 
and  proposed,  both  195.    To  Charlotte  and  Monroe,  from  New  Orleans 
present.  190;  proposed.  200:  from  Mobile:    present  and  proposed,  both 
190      To  Asheville.   from   New   Orleans:     present,    195;    proposed,    200, 
from  Mobile:    present,  195;  proposed,  190. 

The  principal  point  upon  which  Commissioner  Eastman 
quizzed  Mr.  Brown  during  his  testimony  was  as  to  whether 
the  fact  that  traffic  from  the  west  to  the  Carolinas,  moved  over 
such  lines  as  the  Norfolk  &  Western  and  the  Chesapeake  &  Ohio, 
should  reflect  a  lower  scale  of  rates  than  the  same  traffic  mov- 
ing over  lines  of  strictly  southern  roads. 

Mr.  Brown's  contention  was  that  he  had  proven,  beyond 
question,  that  probably  the  most  depressed  rates  In  the  United 
States  were  those  from  the  west  to  the  Virginia  cities,  so  that 
any  through  rates  into  the  Carolinas,  even  if  modified  by  the 
rates  on  the  C.  &  O.  and  the  N.  &  W.  through  the  Virginia  cities, 
would  reflect  the  trunk  line  competition  Mr.  Eastman  referred 
to,  even  though  the  rates  might  be  made  by  combination  on 
the  Virginia  cities.  He  said  the  carriers  had  gone  further  than 
any  combination  basis  and  had  proposed  rates  much  less  than 
a  combination  on  Virginia  cities. 

In  conection  with  the  testimony  given  by  previous  witnesses, 
as  to  whether  all  commodity  rates  on  less-than-carload  ship- 
ments should  be  cancelled  and  the  class  rates  be  made  to  apply, 
Mr.  Brown  was  asked  if,  under  any  scheme  of  that  kind,  it  was 
proposed  to  cancel  the  special  commodity  rate  on  southern 
cotton  factory  products. 

Mr.  Brown  replied  on  behalf  of  the  Southern  and  said  that 
It  had  no  purpose,  under  the  proposed  plan  of  rate  adjustment, 
to  create  any  disturbance  In  the  present  plan  of  carrying  com- 
modity rates  less  than  class  rates  on  the  products  of  the  cotton 
mills  of  the  south,  to  either  eastern  or  western  territory,  bo- 
cause  the  Southern,  as  had  other  lines,  had  put  on  this  special 
commodity  adjustment  on  cotton  piece  goods  to  enable  the 
southern  mills  to  compete  with  the  mills  of  New  England. 

This  statement  by  Mr.  Brown,  although  made  solely  for  the 
account  of  the  Southern,  was  considered  good  news  by  the  larga 
number  of  textile  interest  representatives,  who  naturally  con- 
cluded that  the  same  policy  would  he  held  by  all  the  southern 
carriers.  The  statement  cleared  the  air  considerably  for  the 
textile  men  and  their  attorneys  who  had  feared,  because  of 
testimony  given  earlier,  that  the  carriers  intended  -to  take  away 
the  special  commodity  rates. 

In  conclusion  Mr.  Brown  said  that  although  the  carriers 
proposed  substantial  increases  from  the  Ohio  and  Mississippi 
crossings  and  the  Gulf,  Into  North  Carolina,  and  moderate  in- 
creases into  South  Carolina,  they  had  no  reason  to  carry  a  dif- 
ferent level  of  rates  into  the  Carolina  territory. 

"The  reason  we  propose  an  increase  In  those  rates,"  said 
he,  "is  because  the  rates  to  the  Carolinas  have  not  kept  pace 
with  the  advances  In  the  rates  to  Virginia  cities,  even  though  the 
Commission  has  approved  the  Virginia  increases. 

"The  proposed  level  for  North  Carolina  Is  the  lowest  that 
will  harmonize  with  the  rate  structure  proposed  for  the  south- 
east. The  foundations  for  the  proposed  rates,  remember,  are 


Interstate  Commerce  Commission  decisions— particularly  those 
in  I  and  S  Docket  1261,  and  I.  and  S.  Docket  1303.  The  rate 
structure  proposed  for  the  Carolinas  fits  like  a  glove  In  the  rate 
structure  for  other  sections  already  announced  by  other  wit- 


nesses." 


J.  W.  Perrin  a  Witness 


J  W  Perrin  assistant  freight  traffic  manager  of  the  Atlantic 
Coast  Line,  the  eighth  witness  for  the  carriers,  testified  as  to 
the  rates  between  eastern  cities  and  interior  eastern  points,  and 
Virginia  cities  and  Carolina  territory. 

He  began  his  testimony  with  the  statement  that  the  rate 
structure  in  the  territory  he  was  discussing  was  for  a  number 
of  years  on  an  abnormally  low  basis,  and  that  the  rates  to  be 
submitted  most  of  which  are  now  in  effect,  having  become  ef- 
fective January  15,  1922,  as  a  part  of  the  work  of  revision  inci- 
dent to  the  Commission's  decisions  in  Dockets  10500  and  10515, 
are  still  much  below  the  level  of  the  rates  in  southeastern  points 
either  present  or  proposed. 

The  witness  filed  a  map  showing  the  route,  between   vir 
ginia  cities  through  North  Carolina  to  South  Carolina,  and  in  h 
observations  in  regard  to  the  past  adjustment,  said  that  while 
the  rates  were  not  established  strictly  on  the  zone  theory,  the 
result  was  practically  a  system  of  zone  rates,  except  that  wate 
competitive  points  had  adjustments  of  their  own;  that  the  rates 
were  for  many  years  the  same  northbound  and  southbound,  a 
this  was  true  in  respect  to  water  competitive  points  also;  that 
at  least  since  the  passage  of  the  long  and  short  haul  act 
Congress  in  1887,  the  rates  between  Virginia  cities  and  South 
Carolina  points  (excepting  Georgetown,  Charleston,  Port  Royal, 
Beaufort,  and  Columbia,  S.  C.),  were  made  practically  m  ac- 
cordance with  the  long  and  short  haul  principle,  and  with  t 
exceptions  noted,  the  only  departures  from  this  principle  ' 
the  few  cases  in  which  traffic  was  moved  through  a  higher  rate 
zone  or  section  to  a  destination  in  a  lower  rated  zone  or  section; 
and  that   with   the   exception   of   short-line   connections,    when 
combination  or  differentials  were  used,  and  with  the  further  e 
ception  of  an  adjustment  to  intermediate  points  on  the  Southen 
Railway  near  Augusta,  Ga.,  to  which  the  rates  were  influenced 
by  the  low  rates  to  Augusta,  the  combination  basis  had  no  ap- 
plication. 

Mr   Perrin  went  on  to  explain  that  rates,  under  the  adjust- 
ment of  January  15,  1922,  and  as  now  proposed,  will  be  made 
on  the  basis  of  well  defined  zones,  the  same  in  both  directions, 
and  that  in  very  few  Instances  will  there  be  applications  for  r 
lief  under  the  fourth  section.    He  further  touched  upon  the  eff< 
that  the  rates  to  Atlanta  had  upon  the  rates  to  South  Carolina, 
and  other  points  in  the  rate  history  of  this  territory,  contend! 
that  the  rates  to  Atlanta  held  down  the  rates  to  South  Carolina. 
He  announced  the  following  present  rates  and  rates  proposed, 
from  the  Virginia  cities  to  points  In  Georgia,  South  Carolina  and 
North  Carolina: 

From  the  Virgina  cities  to  Atlanta.  Ga..  present  rate  156%:  pro- 
posed rate,  168.  To  Augusta,  Ga..  present,  148;  proposed,  152.  To 
Savannah.  Ga.,  present.  153;  proposed,  160.  To  Denmark  and  Port 
Royal  S  C  present.  148;  proposed,  148.  To  Greenwood,  Spartanburg 
Greenville,  Anderson,  Columbia,  Orangeburs,  Charleston,  Lanes  and 
Georgetown,  S.  C.,  present,  137;  proposed.  137.  To  Chester,  Camden, 
Timmonsville,  Lamar,  Mullins,  Florence,  S.  C..  Gastonia  and  Maxton, 
N  C  present  125;  proposed,  125.  To  Cheraw  and  Kollocks,  S.  C., 
present,  121;  proposed.  125.  To  Wadesboro  and  Charlotte,  N.  C.,  pres- 
ent, 112;  proposed,  112. 

The  witness  then  proceeded  by  means  of  exhibit  statements, 
to  compare  the  distances  and  the  present  and  proposed  rates  be- 
tween  Virginia  cities  and  the  Carolina  points  with  the  rates  for 
approximately  the  same  distances  between  cities  in  other  terri- 
tories. 

The  witness  by  other  exhibits  further  compared  the  rates  In- 
to this  territory.  His  testimony  was  concluded  during  the  morn- 
ing session  of  June  3. 

E.  T.  Willcox  on  Stand 

E.  T.  Willcox,  assistant  freight  traffic  manager  of  the  Sea- 
board Air  Line,  was  the  ninth  witness  for  the  carriers,  his  exam- 
ination being  conducted,  as  was  Mr.  Perrin's,  by  Henry  Thurtell, 
counsel  for  the  Atlantic  Coast  Line. 

The  subject  discussed  by  Mr.  Willcox  embraced  rates  between 
Virginia  cities  and  related  Carolina  points  and  Southeastern 
territory;  and  rates  between  South  Atlantic  ports  and  South- 
eastern and  Mississippi  valley  territories.  He  took  up  first  the 
adjustment  between  Virginia  cities  and  Southeastern  common 
points.  He  announced  at  the  opening  of  his  testimony  that  he 
spoke  for  all  the  trunk  line  carriers  involved,  but  not  for  the 
short  line  carriers;  that  the  proposed  rates  were  adjusted  on  the 
same  percentage  class  relationship  as  the  others  already  dis- 
cussed; and  that  other  witnesses  would  explain  the  proposed  ad- 
justment from  Virginia  cities  to  Southeastern  local  points. 

"The  most  important  feature  of  the  proposed  adjustment  in 
the  territory  assigned  me  for  discussion  aside  from  the  observ- 
ance of  the  long  and  short  haul  principle  is  the  so-called  split 
in  Virginia  cities,"  Mr.  Willcox  said  in  preface.  He  then  intro- 
duced a  map  of  the  Southeastern  territory,  and  stated  that  in  his 
testimony  he  would  deal  with  two  groups  into  which  the  Virginia 
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The  most  CONVENIENT,  high 
quality,  low  priced  desks  built 


AUTO-UTILITY  DESKS 

Automatic  V  Expansion,  U'» 
Construction,  roller  bearing  sterl  ex- 
tension slide  drawer*,  desks  "built  t» 
individual  measure"  are  all  exiln-r. . 
advantages  that  cost  far  las  to  use,  yet 
COM  no  more  to  buy. 

AUTOMATIC   FILE  *  INDEX  CO. 

>'.h  Street.       f.REKN  BAY.  \i 
Chicago  Branch.  39  S.  La  Salic  St. 


SEND  FOR— 
Near  No.  2jT 

Auto-l'tility 
Desk  calalof  and 
be  lure  you  tune 
our  General  No. 
2lT  catalog  and 
Special  A  ulo- 
malie  Tori/  Filt 
information. 


The  Edict  Is  Out! 


You  may  now  know  how  the  Commission's 
>ion  in  the  big  rate  investigation  will 
affect  your  rates  and  the  basis  of  same  on 
and  afttr  July  I. 

If  you  don't  know  we  can  tell  you.  Possi- 
bly they  are  unfair  and  need  adjusting. 
If  so,  we  can  determine  this  for  you. 

How  will  your  rates  "line  up"  with  those 
of  your  competitor  when  these  changes  have 
been  made?  An  analysis  we  can  make  will 
i  !< -arly  show. 

Aflvice  and  data  on  any  phase  of  transpor- 
tation supplied  by  experts. 

The  Traffic  Service  Corporation 

SfMcUl  S.rric.  DeawrtflMnt 

SOS  Colorado  Bldg.  Washington,  D.  C. 


UNITED  AMERICAN 
LINES  , 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American   Ship   and    Commerce    Corporation 

General  Agent*:  Hamburg-American  Line 

American-Hawaiian  S.  S.  Co. 
INTERCOASTAL  SERVICE 

Between    New    York,   Boston,   Philadelphia   and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Phils.  New  York 

June  17  Jane  15 

June  22 

July      1  June  2S 
July     6 

Sailings    every    Thursday    from    New    York,    every 

Saturday  from   Boston  and  alternate  Saturdays 

from    Philadelphia,  and   fortnightly   from 

the  Pacific  Coast  ports 


Boston 

8.8.  VIRGINIAN     June  10 

8.8.  OH10AN      Jane  17 

8.8»  AKI7.0MAN     June  24 

8.8.   HAWAIIAN      July     1 


PACIFIC  COAST-EUROPEAN   SERVICE 

U.   8.    Pacific  Coa»t   Ports  to  the  Principal   Ports   of  the  United 

Kingdom   and   Continent — Direct    Fort- 

nighlljr  Sailings 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 
NEW  YORK  TO  HAMBURG 

8.8.  (RELIANCE     /. . .  ..June   13 

8.8.  tHANSA     ..June  15 

8.8.  'MOUNT  CLINTON June  22 

8.8.   {RESOLUTE      June  27 

8.8.  tWUERTTEMBERC     June  29 

•  Carrie*  third-clan  passengers. 

*  Cabin  and  third-class  passengers. 

t  First,   second,    third-clans   passenger*. 

LOADING    PIER   8«,    NORTH    RIVER 

PHILADELPHIA   TO   BREMEN   AND  HAMBURG 

8.8.  OREGONIAN     (ria    Baltimore) June  20 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  NEVADAN      July  IS 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CALLI8TO    <ria  Norfolk) ..June  15 

8.8.  ORKGOMAN      June  27 

8.8.  NEVADAN  (via  Norfolk  and  Boston) July  8 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CALLI8TO    Jam.  17 

8.8.  NEVADAN     (rla    Boston) July  10 

>EW  ORLEANS  TO   BREMEN  AND  HAMBURG 

8.8.  WE8TERWALD I..t,  July 

Through  bills  of  lading  via  Hamburg  Issued  to  all  Scandinarian 
and    Baltic    Ports 

U.  S.  Government  Ships 
NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli,    Port    Swettsnham,    Singapore,    Batarla, 
Bamarang,   Soerabaya 

8.8.  HALF  MOON    Jans  10 

A  STEAMER   jnjy  ia 

Steamers   take   cargo   for   Tunis,    Alexandria   and   Syrian    Coast 

Ports 
Loading    I'irr    21.    Pourh    Trrniinsl.    Clifton.    8.    I. 

General  Offices:  39  BROADWAY,  New  York 

Telephone    Whitehall    1010 

WESTERN    FREIGHT   OFFICE 

Chicago,  Ii7  South  LaSalls  Street  Phone  Wabash  48*1 

BRANCH    OFFICES 

Boston,    40    Central    Street  Phone    Congress  3084 

Cleveland.  242  The  Arcade  Phone  Main   2150 

Philadelphia,  Bourse  Bldg.  Phono   Lombard  7050 

Pittuburgh.    Olitrr    Bldg.  Phono    Grant     7431-2 

Rochester,    Commerce    Bldg.  Phono    Main  7150 

GENERAL    PACIFIC    COAST    AGENTS 
Williams.  Dimond  *  Co..  310  Sansome  St..  Ban  Francisco 
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cities  have  been  split,  the  Richmond  group,  which  includes  Nor- 
folk, and  the  Lynchburg  group,   which  includes  Roanoke. 

The  witness  presented  tables  showing  the  present  and  pro- 
posed rates  from  the  two  Virginia  groups  to  common  points 
throughout  the  Southeast.  The  rates  listed  to  representative 
cities  follow: 


To  Nashville,  from  the  Richmond  group,  present  178,  proposed  188; 
from  the  Lynchburg  group,  present  ITS.  proposed  178.  To  Chattanooga, 
from  Kichiiionil,  present  !.'>«%.  proposed  If.s;  from  Lynchburg,  present 
156%.  proposed  158.  To  Dalton,  from  Richmond,  present  156%.  pro- 
posed 168:  from  Lynchburg.  present  156%,  proposed  158.  To  Gadsden, 
Ala.  from  Richmond,  present  167%,  proposed  180;  from  Lynchbtirg. 
present  167%.  proposed  170.  To  Cartersville,  Ga.,  from  Richmond, 
present  167%,  proposed  168:  from  Lynehlmrg,  present  167%,  proposed 
ir.ii.  To  Anriiston.  Ala.,  from  Richmond,  present  167%.  proposed  180; 
from  L>  in 'lilniiK.  present  167%,  proposed  172.  To  Atlanta,  Ga..  from 
Richmond,  pivsrnt  156%.  proposed  168:  from  Lynchburg,  present  156%. 
proposed  160.  To  Mnron.  Ga.,  from  Richmond  and  Lynchburg,  present 
156%  proposed  168.  To  Columbus.  Ga..  from  Richmond,  present  167%, 
proposed  188:  from  I.ynchlnirg,  present  167%,  proposed  183.  To  Ope- 
likii.  -Ma.,  from  Rirchmond,  present  175,  proposed  188:  from  Lynohburg, 
pies, -nt  IT."..  proposed  lx:!.  To  Newnan.  Ga.,  from  Richmond,  present 
167V-.  proposed  173;  from  Lynchburg,  present  167%.  proposed  168.  To 
l»ii;rarme.  i!:i..  from  Kichmond,  present,  167%,  proposed  180;  from 
I,>  in-Ill. urn.  present  167%,  proposed  175.  To  Roanoke.  Ala.,  from  Rich- 
mond, present.  17.">.  proposed  ISS;  from  Lyncliburg,  present  175,  pro- 
posed 183.  To  Augusta,  c  ;.•!.,  from  Richmond  and  Lynchburg,  present 
1  is,  proposed  162.  To  Americus.  Ga..  from  Richmond  and  Lynohburg. 
present  167%,  proposed  188.  To  Dublin.  Ga..  from  Richmond  and 
Lyiichhurg.  present  159%,  proposed  180.  To  Vidalia,  Ga.,  from  Ricli- 
inoiiil  and  Lynchburg,  present  167%,  proposed  168.  To  Moul- 
trie.  t!a..  from  Richmond  and  L.vnchburg.  present  167%,  proposed  188. 
To  Waycross.  Ga.,  from  Richijiond  anil  Lynchburg,  present  165%,  pro- 
posed 180.  To  Savannah,  Ga.,  present  153,  proposed  160.  To  Bruns- 
wtek.  Ga..  and  Jacksonville,  Fla..  from  Richmond  and  Lynchburg. 
present  153,  proposed  180.  To  Marianna,  Fla.,  from  Richmond  and 
Lynchburg,  present  218,  proposed  228.  To  Lake  City,  Kla..  from  Rich- 
mond and.  Lynchburg,  .present  187%,  proposed  195.  To  Tallahassee, 
Kla.,  from  Richmond  and  Lynchburg.  present  199,  proposed  195.  To 
Florence,  S.  C.,  from  Richmond,  present  178.  proposed  193;  from 
Lynchburg,  present  178,  proposed  183.  To  Birmingham,  Ala.,  from 
Richmond,  present  167%,  proposed  188;  from  Lynchhurg,  present  167%, 
proposed  178.  To  Montgomery,  Ala.,  from  Richmond,  present  167%, 
proposed  193;  from  Lynchburg,  present  167%,  proposed  188.  To  Tus- 
caloosa,  Ala.,  from  Richmond,  present  199.  proposed  193;  from  Lynch- 
burg, present  199,  proposed  183.  To  Appalachia,  Va.,  from  Richmond, 
present  161%,  proposed  153;  from  Lynchburg,  present  161%,  proposed 
143.  To  Harriman,  Tenn.,  from  Richmond,  present  156%,  proposed 
168;  from  Lynchhurg.  present  156%,  proposed  158.  To  Knoxville,  Tenn., 
from  Richmorid,  present  145%,  proposed  153;  from  Lynchburg,  present 
145%,  proposed  143. 

"The  proposed  adjustment,"  said  Mr.  Willcox,  "involves  a 
revision  which  will  remove  all  fourth  section  violations  except 
such  as  might  occur  from  some  technical  situations  where  groups 
of  origin  or  destination  are  maintained.  Second,  it  involves  a 
basis  of  rates  from  the  Lynchburg  group  to  a  certain  portion  of 
the  southeast  and  Mississippi  Valley  less  than  from  the  Rich- 
mond group.  Third,  it  is  proposed  to  re-establish  to  South 
Georgia  territory  the  same  basis  which  was  in  effect  on  January 
1,  1916,  namely,  not  less  than  from  Baltimore,  water  and  rail. 
This  basis  has  also  been  in  effect  since  1905  and  was  disrupted 
in  1917." 

Getting  back  on  the  subject  of  the  split  in  Virginia  cities, 
the  witness  said  that  the  carriers  propose  to  change  this  group- 
ing because,  although  this  adjustment  is  not  being  made  on  a 
strictly  mileage  basis,  the  carriers  have  necessarily  given  con- 
sideration to  the  element  of  distance  as  reflecting  additional  serv- 
ice, and  where  the  distances  from  Lynchburg  are  materially  less 
than  from  Norfolk,  the  carriers  are  making  a  change  in  the 
grouping. 

"The  rates  from  Lynchburg  to  Atlanta  should  properly  be — 
distance  considered — no  less  than  from  Cincinnati  to  Atlanta, 
yet  the  application  of  that  rate  from  Richmond  and  Norfolk  for 
an  average  greater  distance  of  103  miles,  produces  without  ques- 
tion too  low  a  rate  for  the  Richmond  gjoup. 

"A  rate  based  upon  the  average  from  all  the  Virginia  cities 
would  manifestly  have  made  the  rates  from  Lynchburg  higher 
than  from  Cincinnati  and  would  likewise  have  resulted  in  a  rate 
from  Richmond  less  than  it  might  properly  be  because  of  the 
greater  distance." 

He  explained  that  the  line,  bounding  the  territory  to  which 
this  split  in  Virginia  cities  is  proposed  to  apply,  began  in  east 
Tennessee,  passed  east  of  Gainesville,  Ga.,  and  south  of  Atlanta, 
Griffin,  Columbus,  Montgomery,  and  Selma,  Ala. 

The  average  distances  from  the  Lynchburg  group  as  com- 
pared with  those  from  the  Richmond  group  to  principal  points, 
was  given  as  follows: 

From  From 
Lynchburg          Richmond 

group.  group.'       Difference. 

Knoxville,   Tenn 308  499  I'll 

Chattanooga.   Tenn 446  610  191 

Derntur,    Ala 541  732  191 

Nashville,   Tenn 570  701  191 

Atlanta.    Ga. 466  569  103 

Birmingham,    Ala 562  734  172 

Montgomery.   Ala 635  744  109 

Columbus,   Ga 582  685  103 

In  answer  to  a  query  by  Mr.  Thurtell,  the  witness  said,  that 
where  the  difference  in  distance  Richmond  as  compared  with 
Lynchburg  is  100  miles  or  more,  the  carriers  propose  the  rates 
from  Richmond  shall  be  higher  than  the  rates  from  Lynchburg, 
principally  because  of  this  difference  in  distance. 

Mr.  Willcox  compared  the  rates,  present  and  proposed,  and 


the  mileage  to  Atlanta  from  Baltimore,  water  and  rail,  from 
Virginia  cities,  South  Atlantic  and  Gulf  ports,  and  Mississippi 
and  Ohio  crossings  by  means  of  a  wheel  chart,  and  drew  the 
following  conclusions: 

The  proposed  rate  from  Roanoke  and  Lynchburg  of  160, 
average  distance  470  miles,  is  properly  related  to  the  proposed 
rates  from  Ohio  crossings,  average  distance,  465  miles. 

The  proposed  rate  of  1G8  from  Richmond  and  Norfolk,  aver- 
age distance  569  miles,  seems  justified  in  comparison  with  the 
rate  of  160  from  New  Orleans,  distance  493  miles,  and  160  from 
Ohio  crossings,  465  miles. 

"We  are  proposing  here."  he  continued,  "an  increase  on  the 
Atlanta  rate  of  11%  from  Richmond  and  3%  from  Lynchburg, 
first  class,  which  will  improve  the  relationship,  with  present 
rates,  in  other  sections  of  the  south.  Prom  Lynchburg  to  At- 
lanta we  propose  160,  the  same  as  from  Cincinnati  and  Louisville 
to  Atlanta,  a  stretch  of  the  same  mileage.  From  Richmond  to 
Atlanta  we  propose  1C8,  the  average  distance  being  569." 

Further,  the  witness  said  that  the  rate  proposed  from  Lynch- 
burg to  Chattanooga,  158,  and  from  Richmond  to  Chattanooga, 
168,  same  as  from  Atlanta,  keeps  a  destination  relationship'  that 
has  existed  for  many  years.  The  average  distance,  Richmond  to 
Chattanooga,  was  610  miles. 

The  differential  of  10  cents  will  likewise  be  proposed  by  the 
future  witness  handling  the  adjustment  from  Carolina  territory, 
Winston-Salem  and  Durham,  to  Knoxville,  as  well  as  to  Chatta- 
nooga, in  lieu  of  the  differentials  fixed  in  docket  10500,  Mr.  Will- 
•cox  said: 

"In  consideration  of  the  relation  of  the  rates  from  the  Vir- 
ginia cities,  as  compared  with  Ohio  River  rates,  or  with  those 
from  South  Atlantic  ports,  the  Ohio  River  lines,  such  as  the 
L.  &  N.,  and  the  south  Atlantic  ports'  lines,  such  as  the  Central 
of  Georgia,  have  taken  the  position  that  the  rates  from  the 
Virginia  cities  have  been  entirely  too  low,"  continued  the  wit- 
ness, "and  that  the  rates  from  the  Virginia  cities  to  Atlanta, 
Birmingham,  Montgomery  and  other  southeastern  points  shou'd 
properly  be  no  less  than  from  Baltimore  water-and-rail.  This 
position  was  strenuously  urged  when  the  revision  made  effective 
January  1,  1916,  was  under  consideration.  In  the  1916  revision 
the  Norfolk  rates  were  made  practically  the  same  to  south 
Georgia  territory  as  from  Baltimore,  water  and  rail.  It  is  pro- 
posed to  restore  that  basis,  disrupted  because  of  increases  in 
the  rail-and-water  rates  in  1917,  with  no  corresponding  increases 
from  the  Virginia  cities." 

He  said  that  the  carriers  were  not,  however,  proposing  to 
restore  the  1916  scale  of  differentials. 

The  differentials,  present  and  proposed,  Virginia  cities  un- 
der Baltimore,  were  announced  as  follows: 

To  Birmingham,  present  29,  proposed  15.  To  Macon.  present  33%c, 
n-oposed  20.  To  Columbus,  present  5  cents;  no  differential  is  proposed. 
To  Montgomery,  present  29,  proposed  10. 

As  to  the  rates  from  the  Richmond  group  to  Birmingham, 
as  compared  with  the  Cincinnati  to  Birmingham  rates,  the  wit- 
ness said  the  rate  from  the  Richmond  group  to  Birmingham, 
average  distance  734  miles,  was  167%  first  class,  the  same  as 
from  Cincinnati  to  Birmingham,  distance  481  miles.  The  meas- 
ure of  the  advance  on  the  Virginia  cities-Birmingham  rate,  made 
effective  January  1,  1916,  deterred  the  carriers  at  that  time 
from  making  the  rate  to  Birmingham  on  a  proper  basis,  just  as 
it  did  at  Atlanta. 

"Under  present  conditions,"  he  went  on,  "there  is  no  war- 
rant for  that  adjustment.  It  is  proposed  to  reduce  the  Cin- 
cinnati-Birmingham rate  from  167%  to  160,  in  accordance  with 
I.  and  S.  1261.  I  can  see  no  impropriety  in  the  proposed  rate, 
Richmond  to  Birmingham,  of  188  as  compared  with  160  from 
Cincinnati.  An  additional  distance  of  250  miles  certainly  war- 
rants that  difference." 

Continuing  his  discussion  of  the  proposed  adjustment,  he 
showed  how  the  carriers  proposed  to  provide  rates  to  Knoxville 
15  cents  less  than  to  Chattanooga;  to  Decatur,  Ala.,  20  cents 
higher  than  to  Chattanooga;  to  Birmingham,  20  cents  higher 
than  to  Chattanooga;  to  Montgomery,  5  cents  higher  than  to 
Birmingham;  and  to  Nashville,  same  as  to  Decatur,  as  in  I.  and 
S.  1261. 

The  rates  proposed  from  all  the  Virginia  cities  to  Savannah, 
480  miles,  was  160;  to  Brunswick,  576  miles,  180;  and  to  Jack- 
sonville, 626  miles,  180,  as  announced.  The  witness  compared 
these  with  rates  from  Ohio  crossings  to  Atlanta,  and  said  that 
the  changes  were  necessary  to  bring  them  in  harmonious  rela- 
tion with  the  Southeast. 

Mr.  Willcox  made  many  other  comparisons  of  the  rates 
from  the  Virginia  cities  to  points  in  the  Southeast,  calling  into 
use  a  folio  of  exhibits  fully  as  thick  as  that' introduced  by  Mr. 
Barham  on  the  first  day  of  the  inquiry. 

He  next  launched  himself  into  the  second  division  of  his 
subject,  the  proposed  rate  adjustment  between  south  Atlantic 
ports  and  points  in  southeastern  and  Mississippi  Valley  territory. 

He  first  traced  the  history  of  the  present  rate  adjustment 
for  this  territory  made  effective  pursuant  to  Fourth  Section 
Order  3866,  on  January  1,  1916.  He  said  he  considered  the  rate 
from  Savannah  and  Brunswick  to  Atlanta,  Ga.,  the  key  rate  to 
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They  Ship  It  in  Fibre! 


CANDY  is  an  item  which  more  and  more  the  big  manufac- 
turers are  shipping  in  fibre.    Over  1000  different  commodities  are  now 
being  shipped  in  Container  Club  Fibre  !    Total  fibre  sales  reached  $70,000,000  last 
year!  The  use  of  fibre  for  shipping  is  growing  because  it  is  performing  a  big  function  and 
is  saving  user*  big  money. 

Container  Club  Members,  alone  of  fibre  manufacturers,  are 
affiliated  with  the  Mellon  Institute  of  Pittsburgh.  Hence  our  Members  are  able 
to  supply  you,  without  cost,  with  the  scientific  Mellon  test  of  your  present  containers  as 
against  what  they  devise.  From  the  test  you  will  know  in  advance,  and  not  have  to  guess, 
what  a  change  to  fibre  will  do  for  your  business.  By  the  use  of 
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you  will  save  money  over  wood  in  firtt  cost;  save  mite-tenths  of  your  packing  room  space; 
save  contents  from  damage,  due  to  scientific  construction;  save  freight  for  your  cus- 
tomer (fibre  weighs  less);  save  your  customers  FOR  YOU  because  of  THEIR  savings. 

Any  Container  Club  Member  will  design,  free  of  cost,  a  box  scientifi- 
cally constructed  and  tested,  which  will  meet  your  every  requirement.  The  Con- 
tainer Club  offers  a  wonderful  service  and  products  of  superior  quality.  Why  not 
ask  us  about  it? 


Address : 


Dept.  A4,     608  S.  Dearborn  St.,  Chicago 


Quality  Mark 


:  The  Conltmer  Club  il  an  Attoeialion  of  manufaclnrrn  — buiUcri  of  COR- 
I  KUC/ITED  *nj  SOLID  fibre  conUmm  of  rtry  inferior  aiulilr.   Their 
\.n»lfUnlt — tome  font  in  number— m  totaled  from  Maiuchiatui  lo  Californi 
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this  particular  territory.  The  witness  filed  statements  showing 
the  present  and  proposed  rates  from  the  South  Atlantic  ports  to 
southeastern  common  and  junction  points. 

Rates  present  and  proposed,  respectively,  from  the  South 
Atlantic  ports  to  five  representative  points  out  of  the  long  list, 
were  announced  as  follows: 

To  Knoxvllle,  from  Charleston,  present  rate  146%.  proposed  rate 
150:  from  Mivannnh,  145%— 165;  from  Brunswick,  150—160;  from  Jack- 
sonville, 156% — 165.  To  Chattanooga,  from  Charleston,  145% — 155; 
from  Savannah,  145V4 — 150:  from  Brunswick,  145% — 150;  from  Jackson- 
ville 145%— 160.  To  Decatur,  Ala.,  from  Charleston,  163 — 173:  from 
Savannah,  163 — 173;  from  Brunswick,  1C3 — 173:  from  Jacksonville.  163 — 
173.  To  Atlanta,  from  Charleston,  13(1 — 135;  from  Savannah,  103 — 130; 
from  Brunswick,  103 — 130:  from  Jacksonville,  134% — 140.  To  Nash- 
ville, from  Charleston,  Savannah,  Brunswick  and  Jacksonville,  163 — 
178.  To  Uliminghum,  from  Charleston,  145% — 160;  from  Savannah, 
Brunswick  and  Jacksonville,  145% — 155.  To  Montgomery,  from 
Charleston,  145% — 155;  from  Savannah,  Brunswick  and  Jacksonville. 
140%— 140. 

After  making  detailed  comparisons  and  giving  numerous 
references  to  support  the  above  schedule,  Mr.  Wilcox  took  up 
the  rates  present  and  proposed  from  the  four  ports  to  the  Mis- 
sissippi Valley  and  Gulf  ports. 

Among  the  figures  given  by  the  witness  in  this  section  of 
his  testimony  were  the  following  from  Charleston  to  nine  repre- 
sentative points  In  that  territory: 

From  Charleston  to  Baton  Rouge,  present  rate  167%,  proopsed  213; 
to  Corinth,  Miss.,  198—188;  to  Greenville,  Miss.,  167%— 208;  to.Gulfport, 
Miss.,  144—208;  to  Memphis,  Tenn.,  198—198;  to  Mobile,  Ala.,  144—193; 
to  New  Orleans.  L«..  144—208;  to  Pensacola,  Fla.,  144—183;  to  Vicks- 
burg.  Miss.,  167%— 208* 

Following  this,  Mr.  Wilcox  took  up  in  detail  the  rates  from 
the  South  Atlantic  ports  to  common  and  junction  points  along 
the  lines. of  the  main  trunk  railroads  serving  them,  supporting 
all  of  his  general  figures  with  comparative  data  designed  to  show 
the  proposed  rates  to  be  fair  and  reasonable. 

Like  other  witnesses,  he  contended  that  the  advances  and 
the  decreases  in  the  rates  of  the  several  classes  considered  prac- 
tically balanced  each  other,  and  that  the  proposed  schedule,  from 
all  indications  as  a  whole,  pointed  toward  a  decrease  in  revenue 
for  the  carriers. 

N.   B.  Wright  Testifies 

N.  B.  Wright,  assistant  freight  traffic  manager  of  the  Central 
of  Georgia  Railway,  followed  Mr.  Willcox  on  the  stand  as  the 
tenth  witness  for  the  carriers.  His  subject  was  the  rate  ad- 
justment between  eastern  cities  and  interior  eastern  points  (via 
all-rail-and-rail-and-water)  and  Southeastern  territory. 

Mr.  Wright  started  with  a  brief  outline  of  the  rate  history 
between  the  points  he  was  covering,  making  special  reference  to 
the  Commission's  fourth  section  order  3866,  April  13, 1914  (30  1.  C. 
C.  153),  and  supplementary  fourth  section  order  3866  (October 
13,  1914,  32  I.  C.  C.  61),  which  required  the  carriers  to  readjust 
their  rates  from  the  east  and  west  to  Southeastern  territory,  ob- 
serving for  the  most  part  the  long  and  short  haul  clause,  as 
amended,  but  which,  in  some  instances,  authorized  the  carriers 
to  publish  lower  rates  to  South  Atlantic  and  Gulf  ports  and 
to  certain  interior  river  and  jobbing  cities  such  as  Augusta, 
Macon,  Columbus,  Montgomery,  etc.,  than  to  intermediate  points. 

As  authorized,  he  went  on,  the  carriers  checked  out  and  put 
into  effect  on  January  1,  1916,  lower  class  and  commodity  rates 
from  the  eastern  territory  to  Augusta,  Macon,  Milledgeville,  Dub- 
lin, Columbus,  Eufaula,  Montgomery,  Selma,  Demopolis,  Tusca- 
loosa,  Memphis  and  Nashville,  also  to  South  Atlantic  and  Gulf 
ports,  than  published  and  made  effective  to  intermediate  points, 
and  likewise  checked  out  and  put  into  effect  rates  to  Atlanta, 
Athens,  Cordele,  etc.,  which  were  no  higher  than  to  intermediate 
points. 

Specific  class  and  commodity  rates  were  provided  from  Balti- 
more, applicable  via  rail-and-water  to  the  Southeastern  differen- 
tial territory  and  via  rail-and-water  and .  all-rail  to  the  south- 
eastern non-differential  territory,  he  continued. 

"After  the  rates  from  the  Baltimore  had  been  determined," 
he  said,  "rates  from  Washington,  D.  C.,  and  Alexandria,  Va., 
were  made  the  same  as  the  rail  and  water  rates  to  the  south- 
eastern differential  territory  and  the  same  as  the  rail  and  water 
and  all  rail  rates  to  the  southeastern  non-differential  territory. 

"Rail  and  water  rates  from  Philadelphia  and  New  York  were 
made  the  following  differentials  higher  than  from  Baltimore: 
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"Rail  and   water  rates  from   Boston   and   Providence  were 
made  the  following  differentials  higher  than  from  New  York: 
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"All  rail  rates  from  eastern  port  cities  to  southeastern  dif- 
ferential territory  were  made  the  following  differentials  higher 
than  the  rail  and  water  rates: 
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"All  rail  rates  from  the  Washington-Alexandria  group  were 
made  the  same  in  all  instances  as  the  rail  and  water  rates. 


"After  having  determined  the  class  rates  from  the  eastern 
port  cities  in  the  manner  above  described,  rates  from  interior 
eastern  points  were  constructed  as  follows: 

"Eastern  port  cities  rates  were  applied  from  interior  eastern 
points  from  which  the  Pennsylvania  railroad,  Baltimore  &  Ohio 
railroad,  Philadelphia  &  Reading  railroad,  etc.,  specifics  to  Vir- 
ginia and  Maryland  gateways  were  the  same  as  the  specifics 
from  eastern  port  cities. 

"From  interior  eastern  points  from  which  the  specifics  to 
Virginia  and  Maryland  gateways  were  higher  than  the  specifics 
from  the  eastern  port  cities,  the  through  all-rail  rates  were  made 
as  much  higher  than  the  all-rail  rates  from  the  eastern  port  cit- 
ies as  the  specifics  from  said  points  of  origin  to  Virginia  and 
Maryland  gateways  were  higher  than  the  specifics  from  eastern 
port  cities  to  said  gateways. 

"After  having  determined  the  all-rail  rates  from  the  interior 
eastern  cities  in  the  manner  described  the  rates  via  rail  and 
water  to  southeastern  differential  territory  were  made  the  fol- 
lowing differentials  less  than  via  all  rail: 


2 
3 


3 

2 


4 
2 


5 
1 


A 

1 


B 

1 


C 

1 


D 

1 


"To  points  in  southeastern  non-differential  territory  the  same 
rates  were  applied  via  rail  and  water  routes  as  via  the  all  rail 
routes." 

The  witness  presented  further  historical  information,  in- 
cluding an  account  of  the  litigation  following  the  publication  of 
the  revised  rates  on  January,  1,  1916,  which  resulted  in  the 
hearings  at  Atlanta  in  November,  1916,  and  the  last  hearing  in 
Atlanta  in  March,  1918,  which  was  broken  up  by  the  abandon- 
ment of  the  investigation  by  the  Commission  on  February  10, 
1920.  He  concluded  from  this  that  the  Commission  would  not 
have  abandoned  the  investigation  if  it  had  disclosed  any  im- 
proper advantage  given  or  any  unlawful  disadvantage  out  upon 
anyone,  or  any  substantial  increase  in  carriers'  revenues.  He 
added  that  after  the  carriers  published  the  revised  southbound 
rates  they  began  to  make  a  similar  revision  of  those  northbound, 
but  that  the  work  had  been  interrupted  by  the  Federal  Govern- 
ment taking  control  of  the  railroads.  He  asserted  that  the  car- 
riers contemplated  publishing  practically  the  same  rates  for 
application  northbound  as  those  applicable  southbound. 

He  outlined  the  developments  in  the  relations  between  the 
all-rail  and  rail-and-water  rates  following  Ex  Parte  57,  one  of 
which  was  the  conference  of  executive  and  traffic  officers  of 
southern  lines  in  Washington  on  July  10,  1917,  which  resulted 
in  the  adoption  of  a  modified  set  of  differentials,  that  is,  made 
the  rail-and-water  rates  from  the  port  cities  proper  the  follow- 
ing differentials  less  than  the  all-rail  rates  as  they  then  existed: 
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As  the  rail-and-water  rates  from  the  Washington-Alexandria 
group  were  the  same  as  the  all-rail  rates,  no  increases  were  made 
.at  these  points,  which  had  the  effect  of  making  lower  rates 
from  said  points  than  the  rail-and-water  rates  from  Baltimore 
to  southeastern  differential  territory.  No  change,  he  continued, 
was  made  in  the  rail-and-water  differentials  from  the  interior 
eastern  points  which  were  previously  described. 

Revised  southbound  rail  and  water  class  rates  went  into  ef- 
fect on  December  30,  1917,  which  resulted  in  increases  in  the 
rates  from  eastern  port  cities  to  southern  differential  territory 
the  following  amounts: 
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The  eastbound  rail  and  water  rates  were  similarly  revised, 
he  said. 

The  witness  than  reviewed  the  rate  history  following  the 
federal  control  of  the  railroads,  including  the  effects  of  General 
Order  28,  and  the  amendment  orders -of  the  Commission  on  Ex 
Parte  57. 

Eastman  Goes  to  Washington 

Commissioner  Eastman,  who  has  been  presiding  at  the  in- 
vestigation, left  Atlanta  for  Washington,  June  3,  to  attend  a 
conference  of  the  Commission  June  5  and  6,  and  expected  to 
return  June  7.  During  his  absence  Examiners  H.  J.  Wagner 
and  H.  C.  Wilson  directed  the  investigation. 

The  following  were  among  the  comparisons  of  present  and 
proposed  rates  (first  class  in  cents  per  hundred  pounds)  given 
by  Mr.  Wright:  • 

From  Washington,  D.  C.,  and  Alexandria,  Va. :  To  Atlanta,  Ga., 
rail  and  water  and  all  rail,  present  178%,  proposed  1X8;  to  Birmingham, 
Ala.,  rail  and  water  and  all  rail,  present  186%,  proposed  203;  to  Nash- 
ville, Tenn.,  rail  and  water  and  all  rail,  present  198%.  proposed  208; 
to  Augusta,  Ga.,  rail  and  water  and  all  rail,  present  176,  proposed  180; 
to  Dothan,  Ala.,  rail  and  water  and  all  rail,  present  196%,  proposed  203; 
to  Savannah,  Ga.,  rail  and  water  and  all  rail,  present  176,  proposed  180; 
to  Knoxville,  Tenn.,  rail  and  water  and  all  rail,  present  166%,  pro- 
posed 173. 

From  Baltimore.  Md.:  To  Atlanta,  rail  and  water,  present  188%. 
proposed  188;  all  rail,  present  198%.  proposed  198;  to  Birmingham,  rail 
and  water,  196%— 203;  all  rail,  206%— 213;  to  Nashville,  rail  and  water 
and  all  rail,  198%— 208;  to  Augusta,  rail  and  water,  176— 180;  all  rail, 
184 — 190;  to  Dothan,  Ala.,  rail  and  water,  204 — 203;  all  rail  214 — 213' 


June  10,  1922 


THE    TRAFFIC    WORLD 


SOUTHERN     PACIFIC     LINES 

©  OFFLINEAGENCIES 
@  GATEWAYS 


>T> 


New  York 


New  Orleans 


Galveston 


San  Francisco 


Los  Angeles 


Beaumont 


Port  Arthur 


13W 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  23 


to  Savannah,   rail  and  water.  176—180:  nil   mil.   1x4— 100;  to  Knoxville. 
rail  aiul  water.   I7i!'s- 17»:  nil  rail.  186%-lsS. 

Fiom  Philadelphia  ami  X«-\v  York:  To  Atlanta,  rail  and  water, 
200 — SIMI;  all  rail.  210— 210;  to  Birmingham,  rail  anil  water.  208%— 215: 
all  rail  218%  — L':...  to  Nashville,  rail  and  water  and  all  rail.  210—220: 
I  and  water.  1S2— 192:  all  rail,  196—202;  to  Dothan.  rail 
ami  water.  215  UK,,  all  rail.  225—225:  to  Savannah,  rail  and  water 
1X2 — 192:  all  rail.  196—202;  to  Knoxville,  rail  and  water,  188V4 — 185;  all 

'From  ~BOBton,  Mass.:  To  Atlanta,  rail  and  water,  208%— 208;  nil 
rail  218% — 218;  to  Birmingham,  rail  ami  water.  216% — 22S:  all  rail. 
22«%— 233:  to  Nashville,  all  rail  and  rail  and  water.  218%— 228;  to  Au- 
gusta, rail  and  water.  196—200:  all  rail.  204—210;  to  Dothan,  rail  and 
water  J2:i— 223:  all  rail.  233 — 233:  to  Savannah,  rail  and  water,  196— 
IMHi;  all  rail.  201—210;  to  Knoxville,  rail  and  water,  196%— 193;  all  rail, 
20614 — 203 

From  interior  points  taking  Baltimore  all-rail  rates:  To  Atlanta, 
rail  ami  water.  r.'J  191;  all  rail.  198%— 198;  to  Birmingham,  rail  and 
water.  2(iO — 206;  all  rail.  206% — 213:  to  Nashville,  rail  and  water  and  all 
rail  ins'.. -2IPS;  to  Augusta,  rail  and  water,  179% — 183:  all  rail.  184 — 
I W:  to  Dothan.  rail  and  water.  2n7%— 206:  all  rail.  214—213:  to  Savan- 
nah, rail  and  water,  17914—183:  all  rail,  184—190;  to  Knoxville.  rail 
and  water.  180—176:  all  rail.  186%— 183. 

From  interior  points  taking  Philadelphia  and  New  York  all-rail 
rates:  To  Atlanta,  rail  and  water.  203%— 203:  all  rail,  210—210:  to 
Birmingham,  rail  and  water,  212—218:  all  rail,  218%— 225;  to  Nashville, 
rail  and  water  and  all  rail,  210 — 220;  to  Augusta,  rail  and  water,  191% 
— 195:  all  rail.  196 — 202;  to  Dothan.  rail  and  water.  218% — 218:  all  rail, 
to  Savannah,  rail  and  water,  191%— 195;  all  rail,  196—202;  to 
Knoxville,  rail  and  water,  192—188;  198%— 195. 

From  interior  points  taking  Boston  all-rail  rates:  To  Atlanta,  rail 
and  water.  212 — 211:  all  rail.  218% — 218:  to  Birmingham,  rail  and  water, 
226—226:  all  rail,  22G%— 233;  to  Nashville,  rail  and  water  and  all  rail, 
218% — 228;  to  Augusta,  rail  and  water,  199% — 203;  all  rail,  204 — 210;  to 
Dothan,  rail  and  water.  226% — 226:  all  rail.  233 — 233:  to  Savannah,  rail 
and  water,  199% — 203;  all  rail,  204 — 210;  to  Knoxville,  rail  and  water, 
200—196;  all  rail.  206—203. 

From  interior  points  taking  Albany,  N.  Y.,  rates:  To  Atlanta,  rail 
and  water.  206% — 211;  all  rail.  213% — 218;  to  Birmingham,  rail  and 
water,  215 — 218:  all  rail.  222 — 225:  to  Nashville,  rail  and  water  and 
all  rail.  213% — 220;  to  Augusta,  rail  and  water,  194% — 203;  all  rail. 
199% — 210:  to  Dothan,  rail  and  water.  221% — 226;  to  Savannah,  rail 
and  water;  194%— 203;  all  rail,  199%— 210;  to  Knoxville,  rail  and  water, 
195—196;  all  rail,  202—203. 

From  interior  points  taking  Rochester,  N.  Y..  rates:  To  Atlanta, 
rail  and  water.  206%— 218;  all  rail.  213%— 225;  to  Birmingham,  rail 
and  water,  215 — 218;  all  rail.  222 — 225;  to  Nashville,  rail  and  water  and 
all  rail.  213%— 220:  to  Augusta,  rail  and  water,  194% — 210;  all  rail, 
199%— 217;  to  Dothan.  all  rail,  228% — 233;  to  Savannah,  rail  and  water, 
194%— 210;  all  rail.  199%— 217;  to  Knoxville,  all  rail,  202—195. 

The  witness  showed  a  map  dividing  Southeastern  territory 
into  sixteen  .rate  groups,  further  explaining  the  proposed  rates 
of  the  carriers  from  eastern  points  ranging  from  165  first  class 
to  Johnson  City,  Tenn.,  to  242,  first  class,  to  points  in  eastern 
Alabama  and  western  Florida,  to  which  the  rates  are  made 
the  same  as  to  Mobile  and  New  Orleans.  Like  other  witnesses, 
he  explained  in  detail  the  proposed  rates,  contending  that  they 
were  fair  and  equitable. 

Johnson  City  is  in  Group  1,  and  Group  2,  beginning  with  a 
rate  first  class  of  173,  embraces  Knoxville  and  Morrlstown. 
Group  3,  beginning  with  180.  embraces  Savannah;  Group  4,  be- 
ginning with  183,  takes  in  Cumberland  Gap,  Tenn.;  Group  5  is 
represented  by  Chattanooga  and  Atlanta;  Group  6,  with  195, 
takes  in  the  territory  between  Atlanta  and  Chattanooga  and 
Birmingham  and  Montgomery;  Group  7,  with  198,  embraces  the 
line  of  the  C.  N.  O.  &  T.  P.  north  of  Harriman,  Tenn.;  Group  8, 
beginning  with  203,  takes  in  Birmingham  and  Montgomery; 
Group  9,  starting  with  208,  takes  in  Decatur,  Ala.;  Group  10, 
with  213,  may  be  represented  by  Tuscaloosa;  Group  11,  with  214, 
applies  to  stations  on  the  Northern  Alabama  Railway  between 
Jasper  and  Tuscumbia  and  vicinity;  Group  12,  with  218,  includes 
Andalusia,  Ala.;  Group  13,  beginning  with  224,  takes  in  the  ter- 
ritoty  between  Corinth  and  Jasper,  and  vicinity;  Group  14,  with 
228,  embraces  points  on  the  L.  &  N.  from  Montgomery  to  Grace- 
ville,  and  vicinity;  Group  15,  beginning  with  238,  takes  in  sta- 
tions on  the  L.  &  N.  between  Georgiana  and  Flomaton,  and 
vicinity,  and  Group  16,  with  242,  embraces  territory  west  of  the 
Apalachicola  River  in  eastern  Alabama  and  western  Florida. 

.Mr.  Wright,  at  the  close  of  this  exposition,  said: 

I  think  I  have  conclusively  .shown  that  the  proposed  adjustment 
contemplates  very  little  change  in  the  present  level  of  rates  from 
eastern  territory  to  southeastern  territory.  Moderate  increases  are  pro- 
posed from  eastern  -cities  to  southeastern  cities  located  on  rivers  to 
which  fourth  section  relief  was  granted  in  Fourth  Section  Order  3866, 
an, i  to  Birmingham,  Montgomery  and  Decatur  territories,  in  order  to 
enaMe  the  carriers  to  maintain  better  bases  of  rates  as  compared 
with  Buffalo-Pittsburgh  territory,  and  also  moderate  increases  in  the 

s  from  Rochester  and  Albany  territories  primarily  for  the  same 
purpose.  Reductions  are  proposed  to  other  points  which  will  prac- 
tically offset  these  advances,  resulting  in  the  general  level  of  these 
rates  remaining  practically  unchanged. 

In  so  far  as  the  rail-and-water  rates  are  concerned,  they  are  prac- 
tically a  continuation  of  the  basis  of  rates  as  established  as  a  result 
of  Fourth  Section  Order  3866  In  1916,  except  as  increased  by  specific 
authority  of  the  Railroad  Administration  and  the  Commission.  The 
carriers  have  always  considered  that  the  rail  and  water  rates  were 
on  a  reasonably  low  level  and,  as  no  appreciable  changes  have  been 
made  in  same,  they  must  still  be  considered  reasonably  low.  This  is 
necessarily  the  case  when  It  Is  considered  that  the  rates  from  New 
York  to  Atlanta  are  19%  cents  less  on  first  class  and  from  New  York 
to  Birmingham  23%  cents  on  first  class  lower  than  the  Railroad  Ad- 
ministration and  the  Commission  specifically  authorized  the  carriers 
to  establish  In  orders  that  have  been  referred  to. 

As  I  have  said  repeatedly,  the  all-rail  rates  from  the  east  to  the 
southeast  are  not  only  reasonably  low.  but  they  are  lower  than  they 
should  be.  except  for  the  fact  that  they  were  made  only  moderate 
differentials  over  the  rail  and  water  rates.  The  all-rail  distances 
from  the  eastern  cities  and  interior  eastern  points  to  southern  terri- 
tory range  from  something  less  than  r>nn  miles  from  Baltimore  to  John- 
son City,  Tenn..  to  nearly  1.400  miles  from  Boston  to  Cottondale  Tal- 
lahassee. Fla.,  and  Demopolls,  Ala.  The  all-rail  rates  range  from  175 


miles  from  Baltimore  to  Johnson  City  to  262  from  Boston  to  Cotton- 
dale.  Fla.  The  all-rail  rates  from  eastern  territory  to  southeastern 
territory  are  lower  generally  for  relative  hauls  than  our  other  present 
or  proposed  rates  applying  in  other  directions,  and  are  very  much  lower 
than  the  rates  to,  from,  and  between  points  in  southwestern  territory. 

The  witness  submitted  some  comparisons  between  the  pro- 
posed all  rail  rates  from  representative  eastern  points  to  rep- 
resentative southeastern  points  and  the  rates  to  the  southwest- 
ern and  western  territories,  showing  that  the  former  were  mate- 
rially lower.- 

Samuel  House  Offers  Testimony 

Samuel  House,  general  freight  agent  of  the  Baltimore  & 
Ohio,  was  the  eleventh  witness,  explaining  the  all  rail  rates  be- 
tween Trunk  Line  territory  and  the  southeast. 

He  gave  first  the  proposed  grouping  for  rates  from  Eastern 
territory  to  Southeastern  territory  and  Southeastern  Mississippi 
Valley  territory.  There  are  fourteen  groups,  named  after  fol- 
lowing cities:  Albany,  Baltimore,  Boston;  Clarksburg,  W.  Va.; 
Johnstown-Cumberland,  Johnsonburg,  Pa.;  Lyndonville,  N.  Y.; 
New  York,  Philadelphia;  Richland,  N.  Y.;  Rochester;  Sher- 
brooke,  Quebec,  and  Watertown,  N.  Y. 

Among  the  representative  cities  in  the  Albany  group,  as  an- 
nounced, are  Binghamton,  Elmira,  Ithaca,  Dover,  N.  J.;  Dover 
Shore,  Pa.;  Oswego,  Paterson,  Poughkeepsie,  Schenectady,  Syra- 
cuse, Utica  and  Yonkers. 

Among  the  representative  cities  in  the  Baltimore  group  are 
Hagerstown  Md.;  Chambersburg,  Pa.;  Martinsburg,  W.  Va.;  Win- 
chester, Va.,  and  York,  Pa. 

Among  those  in  the  Boston  group  are  Bridgeport  and  Hart- 
ford, Conn.;  Dover,  N.  H.;  Fitchburg,  Mass.;  Hudson  Falls,  N. 
Y.;  New  Haven,  Conn.;  Portland,  Me.;  Portsmouth,  N.  H.;  Provi- 
dence, N.  H.;  Springfield,  Mass.,  and  Worcester,  Mass. 

Among  those  in  the  Clarksburg  group  are  Fail-mount,  Graf- 
ton,  and  Morganstown,  W.  Va. 

Among  those  in  the  Johnstown-Cumberland  group  are  Al- 
toona,  Pa.,  Brownsville,  Connellsville,  Pa.;  Hancock,  Md.-W.  Va.; 
Patton,  Pa.;  Scottdale,  Pa.,  and  Vintondale,  Pa. 

In  the  Johnsonburg  group  are  Dubois,  Punxsutawney  and  St. 
Marys,  Pa. 

Akron  and  Ashford,  N.  Y.;  Bradorf  and  Mt.  Jewett,  Pa.,  rep- 
resent the  Lyndonville  group. 

The  New  York  group  includes  Allentown  and  Bethlehem, 
Pa.;  Atlantic  City,  Cape  May,  N.  J. ;  Jersey  City  and  Newark, 
Phillipsburg,  Scranton,  Trenton,  Wilkes-Barre  and  Williamsport, 
Pa. 

The  Philadelphia  group  includes  Chester,  Crisfield,  Md.; 
Dover,  Del.;  Hall  wood,  Va. ;  Salisbury,  Md.;  Reading,  Pa.,  and 
Wilmington,  Del. 

The  Rochester  group  includes  Addison,  N.  Y.;  Bellefont,  Pa.; 
Cuba,  N.  Y.;  Lock  Haven,  Pa.;  Mt.  Morris,  N.  Y.;  Silver  Springs, 
N.  Y.,  and  Victor,  N.  Y. 

The  Sherbrooke  group  includes  Berlin,  N.  H.;  Burlington, 
Vt.;  Lincoln,  N.  H.;  Moutpelier,  Vt.;  Newport,  Vt.,  and  Woods- 
ville,  N.  H. 

The  Watertown  group  includes  Carthage,  Malone,  Norwood, 
Ogdensburg,  Plattsburg,  Potsdam,  and  Rouses  Point,  N.  Y. 

Using  these  groups  as  points  of  origin  and  representa- 
tive Southeastern  points  as  destinations,  the  witness  proceeded 
to  compare  the  present  rates  with  those  proposed  by  the  carriers. 

Among  the  first  class  rates,  present  and  proposed,  from 
Trunk  Line  territory  to  representative  points  in  the  Southeast 
and  Mississippi  Valley  territory,  announced  by  the  witness,  were 
the  following: 

To  Savannah,  Ga. :  From  the  Sherbrooke  group,  present  rate,  225%; 
proposed,  232;  from  the  Boston  group,  present  204;  proposed,  210; 
New  York-Philadelphia  group,  present,  196;  proposed,  202;  Albany 
group,  present,  199%;  proposed,  210;  the  Watertown  group,  present. 
226;  proposed,  232;  Rochester  group,  present.  100%;  proposed,  217; 
Buffalo  group,  present,  225;  proposed,  247;  Lyndonville  group,  present, 
204%;  proposed,  247;  Pittsburgh  group,  present.  218;  proposed,  240; 
Johnstown  group,  present.  218;  proposed,  240;  Clarksburg  group,  pres- 
ent. 218;  proposed,  240;  Cumberland  group,  present.  218;  proposed.  240; 
Baltimore  group,  present,  184;  proposed,  190:  Richland  group,  present, 
214%;  proposed,  221;  Johnsonburg  group,  present,  202%;  proposed,  240. 

To  Atlanta,  Ga.:  From  Sherbrooke,  present,  240;  proposed.  240;  Bos- 
ton, 218%— 218;  New  York,  210—210;  Albany,  213'/>— 218:  Watertown, 
240 — 240;  Rochester,  213% — 225:  Buffalo,  246% — 219;  Lyndonville,  218% 
—225;  Pittsburgh,  243%— 212;  Johnstown,  243V— 212;  Clarksburg,  243% 
—212;  Cumberland,  243%— 212;  Baltimore,  198%— 198;  Richland,  228% 
—229;  Johnsonburg.  216% — 225. 

To  Knoxville:  From  Sherbrooks.  present.  218:  proposed.  225;  Bos- 
ton, 206%— 203;  New  York,  198%— 195;  Albany,  202—203;  Watertown. 
218%— 225;  Rochester,  202—195;  Buffalo,  203%— 192;  Dyndonville.  207 
—195;  Pittsburgh,  198%— 183;  Johnstown.  215%— 183:  Clarksburg,  206% 
—183;  Cumberland,  215%— 183;  Baltimore,  186%— 183;  Richland,  217— 
214;  Johnsonburg,  205 — 195. 

To  Birmingham:  From  Sherbrooke.  present,  248;  proposed.  255; 
Boston,  226%— 233;  New  York,  218%— 225;  Albany,  222—225;  Water- 
town,  248%— 255;  Rochester.  222 — 225:  Buffalo.  240 — 219;  Lyndonville. 
227-^-225;  Pittsburgh,  240—212;  Johnstown,  252—213;  Clarksburg,  248% 
— 212;  Cumberland,  252 — 213;  Baltimore,  206% — 213;  Richland,  237 — 
244;  Johnsonburg,  225 — 225. 

To  Andalusia.  Ala.:  From  Sherbrooke.  present.  268:  proposed  270; 
Boston,  248%— 248:  New  York,  240—240;  Albany.  243%— 248:  Watertown. 
270—270;  Rochester,  243%— 248;  Buffalo,  266%— 254;  Lyndonville,  248% 
—254;  Pittsburgh.  266%— 247%;  Johnstown.  266%— 247;  Clarksburg, 
266% — 247;  Cumberland,  266% — 247;  Baltimore,  228% — 228;  Richland, 
258%— 259;  Johnsonburg,  246%— 247. 

To  New  Orleans.  Baton  Rouge,  Mobile  and  Gulfport:  From  Sher- 
brooke. present,  272%— proposed.  284;  Boston.  251—262:  New  York. 
243—254;  Albany,  246%— 254;  Watertown.  273—284;  Rochester,  246%— 
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The  San  Antonio  and  Aransas  Pass  Railway  Co. 


J.  S.  Peter, 

Vice-Pres.  &  Gen.  Mgr., 
San   Antonio,  Tex. 

J.  C.   Mantjham. 
Gen.  Frt.  Agl., 
San   Antonio,  Tex. 

J.  B.  Brooks, 
A.  G.  F.  A., 

San   Antonio,  Tex. 

II.  «  .  Franks. 
Gen.  AKU   Frt.   Dept., 
San   Antonio,  Tex. 

W.  A.  Springall. 
Com.  AKU, 

San  Antonio,  Tex. 

A.  It.  CanGeld, 
Com.    U-t.. 
Houston,  Tex. 


)MU 


'McAUlt.r 


Little  RocW,. 


Fort' 


.  S.»rr»BI»»C«  I 


PShr.v.port 


X 


Fr  «d«ri  c 

KtBRVILLC', 


AUSTIh 


SAN  ANTONIO! 


KcWe 


^Galveaton 

G    U    L     F 
O  F 

•::*M  E  x  i  c  o 

SPEEDY, 
ACCURATE, 

AND 

ACCOMMODATING 
PERFORMANCE 


Making  close  connection  with  the  Freight  Service  on  all  principal  lines  with  which  we  connect ; 
our  seivice  is  unexcelled  with  through  fast  freight  trains  for  carload  and  package  freight  making  the 
time  between  terminals  shown  below,  also  to  Mexico  via  Laredo. 

List  of  Direct  Connecting  Rail  Lines: 


FBOM 


Wat* 

<  amrroH 
Houston 
•  Antonio 


»««  AnlMl* 

M  tin. 
M    - 
18    " 


Corm»»Cnrt»B 

2«  hr«. 
II     •• 
11    " 

11    " 


Mkra. 


It     " 

t     " 


Urrd.  >la  *llrr 
»'^- 

10          •• 

10M   " 


Below  it  approximate  service  in  days  from  following  cities  and  River  Crossings: 
FROM 


K*n«a<  C  Itjr 

SI        1    ..III, 

MrmphU 
Nrw  urUa 


TO 


W*c» 


l..,. 


f 

4 

J  , 


J     «•?« 
JN     •• 

a 


Ureo*  *u  Allet 


.la.s 

•• 


4    Aura 

f 


Proportionate  tervice  to  above  is  rendered  to  all  intermediate  points. 


Aransas  Harbor  Terminal  Railway 

Fredcricksburg  &  Northern 

Gulf  Coast  Lines 

Gulf  Colorado  &  Santa  Fe 

International  &  Great  Northern 

Missouri,  Kansas  &  Texas 

Southern  Pacific  Lines 

San  Antonio,  Uvalde  &  Gulf 

San  Antonio  Southern 

St.  Louis  Southwestern  (Cotton  Belt) 

Sugar  land 

Trinity  &  Brazos  Valley 

Texas  Mexican 
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264;  Buffalo,  246V4— 248;  Lynclonvillc.  251%— 264;  Pittsburgh  246%— 
242-  Johnstown.  263—242;  Clarksburg,  255—242;  Cumberland,  245— 
242;  Baltimore,  232—242;  Rlchland,  261%— 273;  Johnsonburg,  249%— 
254 

To  Memphis:  From  Sherbrooke,  present,  254%— proposed,  266;  Bos- 
ton 233—244;  New  York.  225—236;  Albany,  225—236;  Watertown,  255 
—266-  Rochester.  225—236;  Buffalo,  187—210;  Lyndonville,  225—235; 
Pittsburgh.  187—203;  Johnstown,  203'*.— 224;  Clarksburg,  195—203; 
Cumberland.  203%— 224;  Baltimore.  214—224;  Rlchland,  243%— 255; 
Johnsonburg,  231%— 236. 

To  Nashville:  From  Shobrooke.  present,  240 — proposed,  250;  Bos- 
ton. 218%— 228;  New  York,  210—220;  Albany,  210—220;  Watertown, 
240—250;  Rochester,  220—210;  Buffalo,  174%— 189:  Lyndonville,  218% 
—210;  Pittsburgh,  174*4—180:  Johnstown,  173%— 208;  Clarksburg,  165% 
—180;  Cumberland,  153%— 208;  Baltimore,  198%— 208;  Richland,  228% 
—239:  Johnsonburg,  216%— 210. 

To  Tallahassee:  From  Sherbrooke,  present,  247 — proposed,  255; 
Boston.  225—233;  New  York.  217—225;  Albany.  225—233;  Watertown, 
247—255;  Rochester,  232—240;  Buffalo,  248—272;  Lyndonville,  240%— 
272;  Pittsburgh.  270—265;  Johnstown,  270—365;  Clarksburg,  270—265; 
Cumberland.  270—265;  Baltimore,  205—213;  Richland,  236—247;  John- 
sonburg. 238%— 265. 

Mr.  House,  like  other  witnesses  for  the  carriers,  asserted 
that  the  increases  proposed  by  the  carriers  over  the  territory 
with  which  he  was  dealing  were  practically  balanced  by  the  re- 
ductions proposed,  and  that  the  carriers  would  retain,  under  their 
proposals,  revenue  about  equal  to  that  at  present. 

He  pointed  out  that  two  distinct  and  dissimilar  Influences 
have  a  part  in  the  construction  of  rates  between  eastern  trunk 
lines  and  southern  territory:  the  effect  of  water  and  rail  service 
at  the  port  cities,  and  the  short  cut  across  the  Ohio  River,  from 
points  adjacent  to  Buffalo  and  Pittsburgh  territories. 

Fourth  Section  Features  Discussed 

He  defended  the  grouping  arrangement,  which  he  said  has 
been  in  effect  generally  for  from  20  to  30  years,  and  was  the 
result  of  experience  and  commercial  and  carrier  competition. 
He  said: 

In  working  out  the  grouping  and  the  relationship  of  groups  under 
the  proposed  adjustment  of  rates  the  purpose  has .  been  to  observe 
strictly  the  long  and  short  haul  requirements  of  the  fourth  section, 
and  it  is  generally  true  that  the  proposed  rates  conform  to  such 
requirements  via  the  direct  lines.  It  is  obvious,  however,  that  in  an 
adjustment  of  such  vast  scope,  with  the  large  number  of  routes  to  be 
Considered,  absolute  observance  of  fourth  section  is  impossible,  with- 
out a  blanketing  of  territory  that  would  make  for  an  illogical  rate 
scheme,  or  the  elimination  of  a  large  number  of  routes,  which,  while 
in  a  measure  indirect,  have  engaged  in  the  handling  of  traffic  involved 
for  years. 

It  is  submitted  that,  from  the  standpoint  of  the  interests  of  the 
carriers  and  also  in  the  interest  of  the  shipping  public,  a  strict  applica- 
tion of  fourth  section  principles  would  be  unadvisable.  The  move- 
ment of  raw  materials  and  manufactured  products  northbound,  and  of 
merchandise  traffic  southbound,  between  the  East  and  the  South,  is 
through  a  limited  number  of  gateways,  and  these  gateways  are  always 
among  the  first  to  show  congestion  in  time  of  good  flow  of  traffic. 
Anything  that  tends  to  limit  the  number  of  gateways  through  which 
this  traffic  can  move,  therefore,  must  be  against  the  interest  of  the 
shipping  public. 

A  purely  technical  application  of  fourth  section  principles  in  an 
adjustment  of  the  wide  scope  of  this  one  would  either  produce  an 
Illogical  blanketing  of  rates,  or  cause  a  closing,  as  between  certain 
points  at  least,  of  routes  which  the  experience  of  years  has  demon- 
strated are  thoroughly  practical.  The  groupings  of  Trunk  Line  ter- 
ritory are  largely  drawn  from  the  standpoint  of  the  direct  routes, 
and  we  know  of  no  dissatisfaction  with  either  the  grouping  of  such 
or  the  routes  as  proposed. 

The  witness  divided  the  fourth  section  conditions  into  two 
divisions:  those  common  to  several  routes  serving  a  given 
group,  aad  those  applying  to  given  lines  or  routes.  He  discussed 
ID  detail  the  conditions,  seeking  to  prove  the  proposal  of  the  car- 
riers equitable. 

In  conclusion,  he  said  it  was  possible  there  were  some 
situations  of  which  he  had  not  been  advised  in  detail.  "It  is 
hoped,"  he  said,  "that  any  fourth  section  order,  which  the  Com- 
mission may  find  it  proper  to  issue  in  this  proceeding,  will  be 
of  such  a  nature  as  to  enable  the  continuance  of  existing  group- 
ing and  routes,  except  as  modified  by  specific  proposals  already 
made." 

J.  R.  MacAnanny,  assistant  general  freight  agent  of  the 
Boston  &  Maine  Railroad,  followed  Mr.  House  on  the  stand,  and 
discussed  the  rates  from  New  England  territory,  his  testimony 
consuming  only  a  few  minutes.  It  overlapped  that  of  his  pre- 
decessor mainly,  and  dealt  with  certain  details  in  the  rate  pro- 
posals announced  by  Mr.  House.  F.  R.  Cross,  counsel  for  the 
Baltimore  &  Ohio,  conducted  the  examinations  of  Mr.  House  and 
Mr.  MacAnanny. 

Rates  from  Eastern  Cities 

W.  H.  Paxton,  of  Atlanta,  general  freight  agent  of  the  South- 
ern Railway  System,  was  the  next  witness  for  the  carriers,  his 
subject  being  the  rates  between  eastern  cities  and  interior  east- 
ern points  and  Virginia  cities  and  Mississippi  Valley  territory. 

He  first  presented  a  series  of  exhibits,  including  a  map 
showing  the  proposed  division  of  the  Mississippi  Valley  terri- 
tory into  five  major  groups;  statements  comparing  rates  present 
and  proposed  on  all  classes;  statements  comparing  the  distances 
to  various  representative  points  in  the  groaps;  statements  com- 
paring the  rates  in  effect  prior  to  January  14,  1922,  and  the  pro- 
posed rates;  and  others  comparing  the  present  and  proposed 
first  class  rates  from  Norfolk  and  Richmond,  with  differences 


in  distance  with  difference  in  rates  to  destinations  mentioned 
in  I.  and  S.  1303. 

Group  1  was  designated  as  the  Memphis-Columbus-Meridian 
group;  group  2,  the  Corinth  group;  group  3,  the  Middle  and 
Western  Tennessee  and  Kentucky  group;  group  4,  the  Winona- 
Jackson-Hattiesburg  group;  and  group  5,  the  Mississippi  River- 
Gulf  ports  group,  including  New  Orleans,  Baton  Rouge,  Mobile, 
Vicksburg,  Natchez,  Pensacola,  and  Greenville. 

Mr.  Paxton  emphasized  the  fact  that  the  uniform  class  re- 
lationship, as  first  announced  in  Mr.  Barham's  testimony,  was 
applied  on  all  proposed  class  rates  covering  the  territory  he  is 
discussing. 

He  outlined  the  relationship  that  will  exist  in  the  proposed 
rates,  stating  that  there  will  be  through  rates,  governed  by  South- 
ern Classification,  to  all  points  in  Mississippi  Valley  territory 
on  and  south  of  the  Memphis  division  of  the  Southern  Rail- 
way; that  to  points  north  of  the  Memphis  division  of  the  Southern 
there  are  proposed  through  class  rates  governed  by  the  South- 
ern Classification,  and  in  addition  rates  published  in  a  sectional 
plan  tariff  which  will  provide  for  the  combination  on  the  Ohio 
River  crossings  as  a  maximum;  that  the  rates  from  Lynchburg 
and  Roanoke  will  be  lower  than  from  Richmond  and  Norfolk; 
that  the  rates  from  Baltimore  will  be  uniform  differentials  higher 
than  the  rates  from  Richmond  and  Norfolk;  that  the  rates  from 
New  YorJj,  and  Philadelphia  will  be  uniform  differentials  higher 
than  the  l~ates  from  Baltimore,  and  that  the  rates  from  Boston 
will  be  uniform  higher  differentials  than  the  rates  from  New 
York. 

He  said  that  in  the  proposed  rates  to  Memphis  and  to  the 
Mississippi  Valley,  the  carriers  propose  to  carry  the  two  Virginia 
groupings — Richmond-Norfolk  and  Lynchburg-Roanoke.  He  justi- 
fied the  use  of  this  split  in  the  Virginia  cities,  in  the  same  man- 
ner as  E.  T.  Willcox,  a  previous  witness. 

The  following  comparison  of  first  class  rates,  present  and 
proposed,  from  eastern  and  Virginia  cities  to  the  Mississippi 
Valley  territory,  was  submitted: 

To  the  Memphis-Columbus-Meridian  group:  From  Norfolk  and 
Richmond,  present  rate  200,  proposed  210;  from  Lynchburg  and  Roan- 
oke, present  200,  proposed  200;  from  Baltimore,  present  214,  proposed 
224;  from  Philadelphia  and  New  York,  present  225,  proposed  236;  from 
Boston,  present  233,  proposed  244. 

To  the  Corinth  group:  From  Norfolk  and  Richmond,  present  190, 
proposed  200;  from  Lynchburg  and  Roanoke,  present  and  proposed 
both  190;  from  Baltimore,  present  204,  proposed  214;  from  Philadelphia 
and  from  New  York,  present  215,  proposed  226;  from  Boston,  present 
223,  proposed  234. 

To  the  Middle  and  Western  Tennessee  and  Kentucky  group:  From 
Norfolk  and  Richmond,  present  200.  proposed  210;  from  Lynchburg  and 
Roanoke,  present  and  proposed,  both  200;  from  Baltimore,  present  214, 
proposed  224;  from  Philadelphia  and  from  New  York,  present  225, 
proposed  236;  from  Boston,  present  233,  proposed  244. 

To  the  Winona-Jackson-Hattiesburg  group:  From  Richmond  and 
Norfolk,  present  210,  proposed  220;  from  Lynchburg  and  Roanoke, 
present  and  proposed,  both  210;  from  Baltimore,  present  224,  proposed 
234;  from  Philadelphia  and  from  New  York,  present  235,  proposed  246; 
from  Boston,  present  243,  proposed  254. 

To  the  Mississippi  River-Gulf  Ports  group:  From  Richmond  and 
Norfolk,  present  218.  proposed  228;  from  Lynchburg  and  Roanoke, 
present  and  proposed  218;  from  Baltimore,  present  232,  proposed  242; 
from  Philadelphia  and  from  New  York,  present  243,  proposed  254; 
from  Boston,  present  251,  proposed  262. 

Mr.  Paxton  discussed  the  rates  proposed  to  the  Memphis- 
Columbus-Meridian  group  from  the  Virginia  cities.  He  pointed 
out  that  the  rates  proposed  from  Lynchburg  and  Roanoke  were 
the  same  as  those  prescribed  in  I.  and  S.  1303,  Part  1,  and  that 
the  modification  whieh  the  carriers  desired  in  that  ruling  dealt 
with  the  rate  from  Richmond  and  Norfolk,  in  which  case,  he 
said,  considering  the  distance  and  service  involved,  the  proposed 
first  class  rate  of  210  was  low. 

"The  average  short  line  distance  from  the  four  Virginia 
cities,  Richmond.  Norfolk,  Lynchburg  and  Roanoke,  is  828  miles," 
he  asserted,  "and  the  Commission  prescribed  a  first  class  rate  of 
200  from  all  four  Virginia  cities.  The  average  distance  from 
Norfolk  and  Richmond  to  Memphis  is  923  miles,  95  miles  greater 
than  the  average  distance  from  the  four  Virginia  cities,  upon 
which  the  Commission  fixed  a  rate  of  200.  The  carriers  are  pro- 
posing a  first  class  rate  of  210  for  this  average  distance  of  923 
miles.  The  average  distance  from  Lynchburg  and  Roanoke  is 
732  miles,  and  the  carriers  are  proposing  a  first  class  rate  of 
200,  as  prescribed  for  all  four  Virginia  cities." 

He  cited  some  recent  rate  history,  showing  that  in  certain 
revisions  contemplated  to  I.  and  S.  1303,  the  Commission  was 
figuring  on  a  rate  of  219  from  the  Virginia  cities  to  Memphis. 
He  made  a  series  of  comparisons  of  rates  present  and  in  the  past 
over  hauls  of  approximately  the  same  mileage  or  greater  mileage. 

He  said  the  rate  of  210  from  Richmond  and  Norfolk  to  Mem- 
phis was  much  more  in  line  with  the  rates  from  the  more  im- 
portant western  markets  to  the  Mississippi  Valley  territory  than 
the  rate  of  200  prescribed  by  the  Commission.  He  added  that 
if  the  proposal  of  the  carriers  to  make  the  rate  from  Baltimore 
to  the  Mississippi  Valley  14  cents  higher  than  from  Norfolk  and 
Richmond  to  the  valley  was  adopted,  inconsistencies  would  re- 
sult that  would  affect  not  only  Baltimore  but  other  eastern  port 
cities,  and  interior  points  as  well. 

Taking  up  the  Corinth  group,  he  showed  that  the  carriers 
proposed  a  rate  of  10  cents  first  class  less  than  from  Memphis, 
as  was  prescribed  in  I.  and  S.  1303.,  but  he  pointed  out  that  in 
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POSITIONS  WANTED  OR  OPEN 

WANTED — Position  by  competent,  all-around  tariff  and  rate  man. 
Railroad  and  Industrial  experience.  Address  O.  Y.  L.  449.  Traffic 
World.  Chicago. 

FOR  SALE— Several  cars  No.  1  Oak  Railroad  Cross  Ties.  Switch 
Timbers.  Bridge  and  Crossing  Plank  for  Immediate  shipment.  L.  E. 
PEARSON.  EdwarJsburg.  Mich. 


JACKSONVILLE,  FLA. 

WIESENFELD  WAREHOUSE  COMPANY 

General  merchandise  storage  and  distribution. 

Prompt  and  intelligent  service. 
References:  Any  jobber,  banker  or  transportation  man  in  the  city. 

DEEP  WATER  AND  RAIL  CONNECTIONS 


WACO,  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

One,  Block  on  Mary  at  13th  Stre«t 


MUSKOQEE,  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


AN    ORGAN!/ \TlnV     with    treat    wllriUlion    facilitie.    capable    of 
MTTlnc    u.n.p.irt.uon    InUrMU   reojo.lrlns'   •    Chirac*   oSc«.     Now 
rrprnrntini    tttmmtT    1 1  nee    from    Atlantir    port,    but    ran    cive    ad- 
ditional   non-roMprlmr    rail    or    Blomaior    line*    fill    repreaentatlon    for 
fr»i»ht     ami     0.0.01  tn«ero.    doojnlir    or     fortitn.      Thirtr     r'ar»'     IraBc 
mn4    operating    •ipvrirnre    In    flvo    ronnlrioa.     Or,    will    ront    .pare    In 
my    osmro    for    jeer    rrproeento.tlve    attending*    to    your    InltrnU    while 
he  HI  on  the  rood.    Reteeiuhlo  .enlc.  charm.    JOHN  8.  CAMPBELL. 
714    M. rqu.lt.    Buildinx.    CHICAGO. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 


IMS  a«uih  Canal  stroot.  near  Tsy**r  atrs«t 

Teaming   of   Every   Description— City   Delivery   •or>l»»   a 
Olotrfbwt*r« 


CartM4 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

Mi  ait  ii.  I  i  H  M  Wi.iti.i.oii^.  >inrl.«i.  ~4  Ao^rieao  Oolo  W  -— •    i 

B.  R.  &  P.  WAREHOUSE,  Inc. 


SAVANNAH,      GEORGIA 

Storage  -  Pool  Cars  Our  Specialty 

H.  H.  BRADLEY  &  CO. 

Personal  Service  Qnlck  Despatch 


Direct  Freight  and  Passenger  Service  From  Gulf  Ports  to 

MEXICO 


VERA  CRUZ  —  TAMPICO  —  PUERTO  MEXICO 
FRONTERA  —  PROGRESO 


Joint  Service  of 

THE  STEELE  LINE 

The  Mexican  Fruit  A.  Steamship  Corporation 
The  Bluefield*  Fruit   &  Steamship  Company 

FROM  NEW  ORLEANS 

SS  YUMA  SS  SICVALD  SS  JAMAICA  Weekly  »«ilinB» 

FROM  GALVESTON,  TEXAS  CITY  &  BEAUMONT 

SS  OLCA   S.— Semi-monthly  tailing. 

THE  STEELE  STEAMSHIP  LINE,  Inc.,  Agents 

Officer— 630  Common  St.,  The  Steele  Bldf .,  II  Moore  St., 

New  Or  lean.  Gnlve.ton  New  York  City 


Practice  Makes  Perfect 

It  is  axiomatic  that  the  experienced  servant  is  the 
best  qualified  one. 

Thirty-eight  years  as  foreign  freight  forwarders 
enables  us  to  say  "We  can  serve  you  efficiently  and 
well." 

Our  booklet  "What  We  Do  and  How  We  Do  It" 
is  yours  for  the  asking,  without  obligation. 
Established  1884 

D.  C.  ANDREWS  &  CO.,  Inc. 

27-29  Water  Street,  New  York 

Boston  Office  Philadelphia  Office 

44  Broad  Street  788  Drexel  Building 


EDITERRflNEflN 

ECULAR  SAILINGS 


REGULAR 

F-REIGMT 

SERVICE 

BETWEEN 


NEW    YORK    AND    PHILADELPHIA 


MARSEILLES, 
GENOA, 


SPAIN 

NORTH  AFRICA 


Through  Bills  of  Lading  for  all  ports  of  Spain,  Morocco, 
Algeria,  Tunisia,  Cette,  Nice  and  Near  East 

SOCIETE  LES  AFFRETEURS  REUNIS 


CHICAGO  AGENT: 

M .  E.  Khispil,  112  W.  Adatis  SI. 

PHILADELPHIA  AGENT: 

WKMttri  1C..,*  WsM  SI. 


THREE  STAR  LINEJNC. 

23  Bridge  St.N.Y.C. Bowling  Qreen-2115 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Oar- 
loads  for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 
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the  carriers'  plan  it  was  proposed  to  limit  the  application  of 
the  Corinth  rates  to  points  east  of  Corinth  and  not  to  carry  it 
to  points  west  of  the  city,  and,  therefore,  the  carriers  were  pro- 
posing to  make  the  rates  to  the  Southern  Railway  Memphis  divi- 
sion stations  between  Corinth  and  Middleton  the  same  as  the 
rate  to  Middleton,  Tenn.  He  added  that  the  carriers  sought  an 
amendment  to  I.  and  S.  1303,  providing  for  this  change. 

In  making  the  rate  to  Jackson,  Tenn.,  and  points  in  the 
western  Tennessee  and  Kentucky  group,  said  Mr.  Paxton,  the 
carriers  proposed  to  establish  through  class  rates  governed  by 
the  Southern  Classification  made  the  same  as  the  rates  to  Mem- 
phis In  addition,  he  continued,  it  was  expected  to  publish  in 
a  sectional  plan  tariff  rates  to  and  from  Ohio  River  crossings, 
so  that  the  Ohio  River  combination  would  be  observed  as  maxima. 
He  said: 

Fourth  section  relief  will  be  needed,  as  there  will  he  fourth  section 
violations  caused  by  the  use  of  the  Ohio  Kiver  combination  held  as 
maxima  when  the  rates  so  mad,,  are  applied  over  routes  other  than 
those  operating  through  the  Ohio  Kiver  gateways.  Necessarily,  the 
more  distant  points  and  those  nearer  to  the  Ohio  River  crossings  will 
be  lower  than  to  intermediate  points,  although  the  intermediate 
point  is  made  on  the  same  Ohio  River  combination.  Where  the  com- 
bination basis  controls  the  rates  the  through  rates  so  made  would 
grade  up  as  distance  from  the  Ohio  River  crossings  increases.  It  will 
be  the  purpose  of  the  carriers  to  submit  formal  fourth  section  applica- 
tion to  cover  this  fourth  section  relief,  and  we  feel  that  it  will  he 
granted,  as  the  present  rates  are  published  on  the  sectional  plan 
basis.  It  would  merely  permit  the  carriers  operating  through  southern 
routes  to  carry  the  same  rates  as  the  rates  made  through  the  Ohio 
River  crossings.  This  gives  the  shippers  additional  competing  service 
and  unless  that  relief  is  granted,  the  only  alternative  which  the  car- 
riers could  pursue  would  be  to  go  out  of  the  business  via  the  southern 
routes. 

In  addition  to  publishing  through  class  rates  governed  by  the 
Southern  Classification  from  eastern  cities  to  Jackson.  Tenn.,  and  the 
points  in  the  Jackson  group,  the  carriers  are  proposing  to  publish  in  a 
sectional  plan  tariff  the  'Ohio  River  combination,  provided  they  secure 
fourth  section  relief,  which  I  have  stated  will  be  asked  for  in  the 
proper  form. 

In  making  the  rates  to  the  Winona-Jackson-Hattiesburg 
group,  the  witness  said  that  Hattiesburg  was  used  as  the  pivotal 
point.  This  city  is  eighty-five  miles  south  of  Meridian  on  the  N. 
0.  &  N.  E.  Railroad.  In  the  adjustment  of  the  rates  from  the 
west,  Mr.  Paxton  showed,  the  carriers  proposed  that  Hattiesburg 
be  made  a  differential  of  10  cents  on  first  class  higher  than  the 
rates  to  Meridian,  Miss.  In  the  report  of  Special  Examiner  Pitt 
covering  the  adjustment,  he  recommended  a  differential  of  8 
cents,  which  was  to  be  increased  25  per  cent  under  Ex  Parte  74, 
which  made  a  differ'ntial  of  10  cnts,  and,  in  publishing  the  rates 
from  the  west,  that  difference  was  established.  The  carriers  are 
proposing  to  Hattiesburg  from  Virginia  cities  and  (he  east  a 
differential  of  10  cents  on  first  class  over  the  rates  to  Meridian, 
which  is  the  same  as  from  the  west.  The  witness  said: 

This  difference  was  observed  by  the  carriers  in  connection  with 
the  rates  which  they  published,  and  which  were  suspended  by  I.  and  S. 
1303,  and  they  also  proposed  this  differential  in  connection  with  the 
rates  which  they  submitted  at  the  hearing  in  I.  and  S.  1303.  The 
Commission  in  that  case  prescribed  a  differential  of  10  cents  to  the 
Winona-Jackson-Hattiesburg  group  over  the  Memphis-Columbus- 
Meridian  group  and  specifically  ordered  that  rotes  from  Virginia  cities 
to  Winona,  Jackson  and  Hattiesburg  should  not  exceed  the  rates  from 
Virginia  cities  to  Memphis,  Columbus  and  Meridian  by  more  than 
10  cents  on  first  class. 

Jackson  is  ninety-six  miles  west  of  Meridian  on  the  A.  &  V.  R.  R. 
and  Winona  is  ninety-five  miles  west  of  Columbus  on  the  Columbus 
and  Greenville  R.  R.  Considering  the  distance  to  these  points  I  believe 
we  are  justified  in  making  the  rates  to  Jackson  and  Winona  the 
same  as  to  Hattiesburg.  viz..  Jackson  10  cents  over  Meridian  and 
Winona  10  cents  over  Columbus  on  first  class.  As  stated,  this  was 
also  the  differential  prescribed  by  the  Commission  in  I.  and  S.  1303. 

I 

In  explaining  the  basis  observed  in  making  the  rates  from 
the  Virginia  cities  to  points  in  the  Mississippi  River-Gulf  Ports 
group,  Mr.  Paxton  said  that,  in  the  present  adjustment  of  rates 
from  Ohio  River  crossings  and  the  west,  which  was  approved  by 
the  Commission,  rates  to  New  Orleans  and  Mobile  were  18  cents 
on  first  class  higher  than  the  rates  to  Meridian,  Jackson  and 
Vicksburg.  It  was  felt,  he  said,  that  the  rates  from  eastern  and 
Virginia  cities  to  New  Orleans  and  Mobile  might  properly  be  on 
first  class  18  cents  over  Meridian,  which,  as  stated,  is  the  dif- 
ference in  the  rates  from  the  west,  and  the  rates  proposed  from 
the  east  and  Virginia  cities  in  this  adjustment,  are  on  that  basis. 

This  was  also  the  difference,  he  continued,  prescribed  by 
the  Commission  in  I.  and  S.  1303,  Part  1,  wherein  it  was  ordered 
that  rates  from  eastern  and  Virginia  cities  to  New  Orleans, 
Vicksburg  and  Greenville  should  not  exceed  the  rates  from 
Memphis-Columbus-Meridian  group  by  more  than  18  cents  on  first 
class. 


porting  to  justify  the  proposed  rates  to  the  Mississippi  River- 
Gulf  Ports  group. 

He  named  next  some  of  the  all-rail  routes  from  Baltimore 
to  Mississippi  Valley  territory  and  showed  how  the  differences 
in  distances  via  these  routes  compare  with  distances  from  Rich- 
mond and  points  taking  Richmond  rates. 

Many  comparisons  and  justifications  were  given  by  the  wit- 
ness in  support  of  the  proposed  differential  of  14  cents  first  class 
Baltimore  over  Richmond  and  Norfolk  to  Mississippi  Valley  terri- 
tory, and  the  differential  of  12  cents  New  York  and  Philadelphia 
over  Baltimore  to  Mississippi  Valley  territory. 

He  explained  the  rates  from  New  York  and  Philadelphia  to 
the  various  groups  in  the  Mississippi  Valley  territory  and,  fol- 
lowing this,  cited  authorities  and  made  comparisons  to  justify 
the  carriers  in  their  proposed  differential  of  8  cents,  Boston  over 
New  York  and  Philadelphia  to  the  Mississippi  Valley  territory. 

There  was  no  session  June  7.  Due  to  the  investigation  being 
a  day  ahead  of  its  schedule,  the  carriers  requested  a  recess  in 
order  to  catch  up  with  their  exhibits. 


New  Orleans  is  202  milrs  south  of  Mnridten  on  the  N  O 
&  N.  E.  Railroad;  Mobile  is  136  miles  south  of  Meridian  on  the 
M.  &  O.  Railroad;  Grernville  is  168  miles  west  of  Colum- 
bus on  the  Columbus  &  Greenville  Railroad.  It  was  felt,  he  said, 
that,  as  the  distances  to  Greenville  and  Vicksburg  were  not  ma- 
terially different  from  the  distances  from  New  Orleans  and  Mo- 
bile, the  rates  to  Greenville  should  be  as  much  higher  than  the 
rates  to  Columbus,  and  the  rates  to  Vicksburg  should  be  as  much 
higher  than  the  rates  to  Meridian  as  the  rates  to  New  Orleans 
and  Mobile  were  higher  than  to  Meridian. 

The    witness   submitted    exhibits    making   comparisons    pur- 


INTERLOCKING   DIRECTORATES,    ETC. 
John  L.  Burdett  was  permitted  to  hold  the  positions  of  vice- 
president   of  the  Beech   Creek   Railroad,    Cleveland,   Cincinnati, 
Chicago   &    St.   Louis,   Cincinnati   Northern,   New   York   Central 
and  other  carriers  in  addition  to  positions  previously  authorized. 
John   William    Smith   was   permitted   to   hold    the   positions 
of    general    superintendent    of    the    Calumet    Western    and    the 
Indiana  Harbor  Belt  in  addition  to  positions  previously  author- 
ized. 

In  addition  to  positions  previously  authorized,  the  Commis- 
sion has  authorized  the  following  persons  to  retain  their  posi- 
tions with  the  Chicago  River  &  Indiana  Railroad:  Milton  S. 
Barger,  Charles  J.  Brister,  Edgar  Freeman,  E.  T.  Glennon, 
George  Hannauer,  Albert  H.  Harris,  F.  H.  Meeder,  Joseph  M. 
O'Mahoney,  Leroy  V.  Porter,  A.  H.  Smith,  Harry  G.  Snelling. 
Edward  F.  Stephenson  and  W.  C.  Wishart. 

Albert  H.  Harris  was  permitted  to  hold  the  position  of  vice- 
president  of  the  Rutland  Railroad  in  addition  to  positions  pre- 
viously authorized. 

A.  H.  Smith  was  authorized  to  hold  the  position  of  vice- 
president  of  the  Lake  Erie  &  Pittsburgh  Railway  in  addition  to 
positions  previously  authorized. 

J.  C.  Murchison  has'  been  authorized  to  hold  the  positions 
of  director  and  general  superintendent  of  the  Atlantic  Coast  Line 
R.  R.  in  addition  to  positions  previously  authorized. 

P.  R.  Albright  has  been  authorized  to  hold  position  as  gen- 
eral manager  of  the  Belt  Line  Railway  Co.,  in  addition  to  posi- 
tions previously  authorized. 

James  H.  Perkins  was  permitted  to  hold  the  position  of 
director  of  the  Virginian  Railway  in  addition  to  positions  pre- 
viously authorized. 

James  A.  McCrea  and  J.  W.  Orr  have  been  authorized  to  hold 
positions  as  directors  of  the  Pittsburgh,  Youngstown  &  Ashta- 
bula  Ry.  Co.  in  addition  to  positions  previously  authorized. 

P.  C.  Welsh  has  been  authorized  to  hold  position  as  real 
estate  agent  for  the  Pennsylvania-Detroit  R.  R.  and  Toledo, 
Columbus  &  Ohio  River  R.  R.,  in  addition  to  positions  previously 
authorized. 

Charles  D.  Jones  has  been  authorized  to  hold  position  as 
director  of  the  Cleveland  &  Pittsburgh  R.  R.,  In  addition  to  posi- 
tions previously  authorized. 

R.  W.  Morrison  has  been  authorized  to  hold  position  as  as- 
sistant treasurer  of  the  Lorain,  Ashland  &  Southern  Ry.,  in 
addition  to  positions  previously  authorized. 

J.  G.  Rodgers  has  been  authorized  to  hold  position  of  vice- 
president  of  the  Pennsylvania-Detroit  R.  R.,  in  addition  to  posi- 
tions previously  authorized. 

R.  B.  Thompson  has  been  authorized  to  hold  position  of  as- 
sistant treasurer  of  the  Akron  &  Barberton  Belt  R.  R.,  the  Lorain, 
Ashland  &  Southern  R.  R..  the  Pennsylvania-Detroit  R.  R.,  and 
the  Toledo,  Columbus  &  Ohio  River  R.  R.,  in  addition  to  posi- 
tions previously  authorized. 

C.  P.  Davidson  has  been  authorized  to  hold  position  of  assist- 
ant treasurer  of  the  Lorain,  Ashland  &  Southern  R.  R.,  Penn- 
sylvania-Detroit R.  R.  and  the  Toledo,  Columbus  &  Ohio  River 
R.  R.,  in  addition  to  positions  previously  authorized. 


LOCATION  OF  CARS 

The  per  cent  of  home  cars  on  home  roads  was  71.3  on  May 
15,  according  to  the  car  service  division  of  the  A.  R.  A.  By 
classes  of  equipment  the  percentages  were  as  follows:  Box, 
C0.2;  refrigerator,  70;  gondola,  80.4;  stock,  84.3,  and  flat,  79.G. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  May  15  showed  the  following:  Eastern 
district,  97.9,  as  against  96.8  a  year  ago;  Allegheny  district,  104.9, 
as  against  99.9  a  year  ago;  Pocahontas  district,  90.7,  as  against 
92.2  a  year  ago;  Southern  district,  97.5,  as  against  97.9  a  year 
ago;  Western  district,  96.4,  as  against  97.1  a  year  ago;  all  dis- 
tricts, 98.4,  as  against  97.5  a  year  ago;  Canadian  roads,  90.6,  as 
against  96.4  a  year  ago;  Mexican  roads,  104.4  (no  figure  for  last 
year). 
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The  Logical  Distributing  Point 
for  the  Southwest 

General  Merchandise,  Furniture  and  Household  Goods, 

Storage  and  Forwarding. 
Light  and  Heavy  Hauling.     City  Deliveries,  Etc. 

Motor  Equipment. 

Pool  Car  Distributing  and  Forwarding. 
Free  Switching  on  Carload  Lot*. 

Caddo  Transfer  and  Warehouse  Company,  Inc. 

615  Market  Street,    Shreveport,   Louisiana 
P.  O.  Box  No.  62 


PHILADELPHIA 
PORTLAND,  ME. 


ANTwnp 

HAMBURG 

MEDITERRANEAN 

LIVERPOOL 

SOUTHAMPTON 

LEVANT 

Import  mnd  fiport  frflgHl  Sltlpmmntm  Solicit,  J 

COMPANY'S  OFFICES.  Caawd  Bulldlnf .  CHICAGO 
S.  W.  Car.  D.««b«»»  ind  Randolph  Slaw  T.l.phon.  Central  MM 


OUUNSTOWW 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


STATISTICS 

Back  up  your  conclusions 
and  arguments  with  figures. 

They  Help  Wonderfully 


We  supply  them — not  only 
those  carried  by  the  Inter- 
state Commerce  Commis- 
sion, but  also  those  carried 
by  any  other  department  of 
the  federal  government. 


Ask  us  about  it 


The  Traffic  Service  Corporation 

Sp»cUI  3»l»l»j»  Department 
Colorado  Bldf .  Washington,  D.  C. 


THE  HEART 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


One  to  six  days  saved  in  deliveries 
to  Southwestern  territory 

ADAMS  TRANSFER &STORAGEG. 

228-36   WEST  FOURTH  STREET 

MERCHANDISE  STORAGE  &  FORWARDING 


WANTED! 


EARN  Up  To  $250.00  Per  Month 

POSITION  GUARANTEED!  Many  unusual  oppor- 
tunities for  trained  men.  Healthful,  outdoor  work; 
travel  or  remain  near  home;  something  new  every 
day.  Meet  big  railway  officials. 

Start  at  $110  per  month,  expenses  paid.  Prepare  at  home  in 
3  months'  spare-time  study.  Any  average  man  can  qualify. 

YOU    TAKE:    IMO    RISK 

Position  Guaranteed  or  money  refunded.    You  have  nothing 
to  lose.     Send  coupon     _ 
for  free  booklet. 
Don't  delay! 


Standard  Business 
Training  Institute 

Buffalo,         / 

N.Y.  /    Street 

— ^^_— f    City... 


*  Standard  Business  Training  Institute 

/Buffalo,  N.  Y. 
Send  me,  entirely  free.  Booklet  No.  D-8S7,  j 


j     l\A\  particular*   about   course   in   Railway 


Inipection. 
Name  . 
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SUBSIDY  BILL  AMENDMENT 

The  Traffic  World    Washington  Bureau 

Definite  decision  to  drop  from  the  subsidy  bill  the  provi- 
sion with  regard  to  American  flag  ships  getting  50  per  cent  of 
the  immigrant  passengers  coming  to  America  was  made  this  week 
by  the  sub-committee,  which  Is  redrafting  the  bill.  This  action 
was  taken,  it  was  said,  In  order  not  to  have  a  conflict  of  juris- 
diction between  the  merchant  marine  committees  and  the  immi- 
gration committee.  Chairman  Lasker  has  requested  the  immigra- 
tion committee  to  consider  a  separate  bill  containing  provision 
for  the  carriage  in  American  ships  of  60  per  cent  of  the  immi- 
grant traffic. 

The  importance  of  the  immigrant  provision  in  the  subsidy 
bill  was  stressed  during  the  hearings  on  the  bill  by  Shipping 
Board  witnesses,  one  of  whom  practically  asserted  that  without 
a  share  of  the  immigrant  business  there  was  little  hope  for 
American  flag  passenger  ships. 

Chairman  Lasker  of  the  Shipping  Board  said  this  week  that  he 
had  reached  an  agreement  with  the  middle  western  and  southern 
interests  relative  to  a  provision  in  the  ship  subsidy  bill  extend- 
ing the  period  of  operation  of  vessels  in  established  trade  routes 
by  the  board  beyond  the  effective  date  of  the  subsidy  bill  if  it 
becomes  law.  It  was  urged  that  the  vessels  be  operated  for 
five  years,  but  Chairman  Lasker  said  he  would  not  agree  to 
that.  As  a  result  a  two-year  provision  will  be  recommended 
to  the  committee  which  is  now  working  on  the  bill.  At  the 
end  of  the  two-year  period  it  is  intended  that  the  operators  of 
the  vessels  shall  have*  the  first  chance  at  purchase  of  the  ves- 
sels in  given  routes  from  and  to  the  north  Atlantic,  Gulf  and 
Pacific  ports. 

SHIP  SUBSIDY  IN  DANGER 

The  Traffic  World    Washington  Bureau 

President  Harding  has  been  informed,  it  was  learned  at  the 
White  House  June  2,  that  Congress  is  inclined  to  hesitate  on 
the  proposed  ship  subsidy  bill.  Conference  will  be  held,  it  was 
said,  by  the  President  with  House  and  Senate  leaders,  who,  it  was 
said,  would  be  told  that  if  Congress  is  not  disposed  to  accept  the 
recommendations  and  advice  of  those  charged  with  the  duty  of 
administering  the  law  with  regard  to  the  merchant  marine  and 
the  Shipping  Board,  the  administration  will  turn  the  entire 
matter  over  to  Congress  and  be  relieved  of  the  responsibility. 
The  President  feels,  it  is  said,  that  Congress  must  act  on  the 
subsidy  bill  at  this  session.  The  President  also  feels  that  the 
men  who  have  been  prominent  in  the  Shipping  Board  will  not 
stay  with  the  board  if  there  is  no  ship  subsidy  legislation  at 
this  session. 

Chairman  Lasker  of  the  Shipping  Board,  discussing  reports 
the  previous  day  that  he  intended  to  quit  the  board  after  the 
ship  subsidy  bill  had  been  disposed  of,  said  he  had  no  intention 
of  giving  up  the  job  at  this  time  and  that  he  would  be  with 
the  board  for  at  least  another  year. 

The  chairman  has  advised  the  President,  it  is  understood, 
that  he  will  remain  at  the  head  of  the  board  until  the  admin- 
istration merchant  marine  program  has  been  fully  developed 
and  put  under  way.  He  is  confident  that  the  ship  subsidy  bill, 
which  he  expects  to  emerge  from  committee  without  being 
radically  changed,  will  be  acted  on  by  Congress  at  the  present 
session. 

Chairman  Lasker  is  opposed  to  the  proposal  of  middle  west 
and  southern  Interests  that  provision  be  made  for  the  operation 
by  the  Shipping  Board  of  vessels  in  established  trade  routes 
from  southern  and  Gulf  ports  for  five  years  after  the  subsidy 
act  is  passed.  He  says  he  will  not  oppose  a  two-year  provision, 
but  that  five  years  would  mean  a  continuation  of  the  managing 
agency  agreements,  while  at  the  same  time  a  subsidy  would 
be  in  effect — if  the  bill  passes.  He  said  the  board  wishes  to 
get  rid  of  the  agreements  as  soon  as  possible. 

President  Harding,  it  is  understood,  will  renominate  Com- 
missioners Benson  and  Lissner,  whose  terms  expire  June  13. 

The  general  legislative  situation  in  Congress  is  believed  to 
be  one  of  the  reasons  for  the  fear  that  the  Administration  ship 
subsidy  bill  may  fall  by  the  wayside.  No  one  seems  to  know 
what  Congress  is  going  to  do.  There  is  even  some  talk  that  it 
may  quit  without  passing  the  tariff  bill. 

President  Harding  appears  to  be  of  the  opinion  that  the  sub- 
sidy bill  could  be  put  through  by  Congress  regardless  of  other 
pending  legislation,  although  ke  thinks  the  tariff  bill  should  be 
passed  as  quickly  as  possible. 

At.  the  hearings  on  the  subsidy  bill  there  was  developed 
Hi'le  opposition  and,  on  the  surface,  it  might  appear  that  sub- 
sidy would  be  accepted  without  much  dissent.  But  the  Ameri- 
can Federation  of  Labor  entered  its  protest  against  the  bill 
and,  while  J.  R.  Howard,  president  of  the  American  Farm  Bu- 
reau Federation,  advocated  the  passage  of  the  bill  only  as  a 
temporary  measure  of  aid  to  the  merchant  marine,  his  stand 
was  not  backed  by  a  referendum  of  the  farmers.  Benjamin  C. 
Marsh,  managing  director  of  the  Farmers'  National  Council, 
declared  the  farmers  were  against  the  bill.  It  might  be,  it  is 


suggested,  that  the  rank  and  file  of  Congress  would  prefer  to 
go  before  their  constituents  this  fall  without  being  on  record 
on  the  subsidy  question,  and  that  this  may  be  at  least  a  con- 
tributing factor  to  the  hesitancy  Congress  is  showing  toward 
the  measure,  as  reported  to  the  President. 

Those  now  directing  the  destiny  of  the  Shipping  Board  be- 
lieve if  the  fleet  built  during  the  war  Is  to  be  saved — the  part 
of  it  worth  saving — there  must  be  a  subsidy.  Chairman  Lasker 
has  admitted  that  he  was  frankly  against  a  subsidy  when  he 
came  to  Washington — that  he  would  have  run  the  other  way 
if  anyone  had  mentioned  "subsidy"  to  him  when  he  first  arrived. 
But  his  study  of  the  entire  situation,  he  says,  has  convinced  him 
that  a  subsidy  is  the  thing  needed  to  put  the  American  merchant 
marine  on  its  feet.  Now,  if  Congress  should  turn  down  the 
recommendations  of  Chairman  Lasker  and  his  experts,  as  well 
as  President  Harding,  it  is  believed  that  Mr.  Lasker  and  his 
close  associates  would  resign.  The  President,  it  is  understood, 
believes  that  would  happen.  And  if  it  did  happen,  the  President, 
it  is  said,  would  turn  over  the  entire  merchant  marine  problem 
to  Congress  and  cease  advocating  as  subsidy. 

At  the  conferences  which  the  President  proposes  to  .hold 
with  congressional  leaders  it  is  said  he  is  going  to  put  the 
matter  up  to  them  squarely — that  Congress  must  pass  the  sub- 
sidy bill  at  this  session  or  else  the  administration  steps  down 
and  out  so  far  as  the  merchant  marine  policy  is  concerned. 

While  the  President  has  refrained  from  assuming  an  atti- 
tude of  dictation  toward  Congress,  it  is  said  that  he  feels  so 
keenly  with  regard  to  the  merchant  marine  that  he  will  throw 
all  the  influance  possible  toward  favorable  action  on  the  subsidy 
bill  at  this  session.  Failing  in  that,  it  is  said,  he  will  relinquish 
responsibility  and  turn  the  job  over  to  Congress. 

It  became  known  this  week  from  a  reliable  source  that  the 
reason  President  Harding  has  been  stirred  to  action  relative  to 
passage  of  the  ship  subsidy  bill  at  the  present  session  of  Con- 
gress is  that  there  was  a  definite  movement  under  way  in  the 
House  to  sidetrack  the  bill  until  the  December  session.  Had  not 
the  President  spoken,  it  is  believed  that  there  would  have  been 
no  effort  to  pass  the  bill  this  session. 

The  advocates  of  the  measure,  however,  informed  the  Presi- 
dent, it  is  said,  that  to  defer  action  on  the  bill  until  another 
session  of  Congress  would  be  fatal.  The  short  session  of  Con- 
gress begins  in  December.  Its  hands  will  be  full  with  the  usual 
appropriation  bills  and  it  is  generally  conceded  that  there  would 
be  little  time  for  consideration  of  the  subsidy  bill  at  that  session, 
which  will  come  to  an  end  March  4,  1923.  If  the  bill  were  not 
taken  up  in  the  short  session  and  the  President  desired  it  con- 
sidered, the  only  thing  he  could  do  would  be  to  call  an  extraordi- 
nary session  after  March  4.  There  is  reason  to  believe  that 
the  President  would  not  like  to  do  that. 

The  thory  of  the  advocates  of  the  bill  is  that  the  measure 
must  be  passed  at  this  session  if  the  Shipping  Board  vessels  are 
to  be  disposed  of  to  private  owners.  Chairman  Lasker  has  as- 
serted that  without  the  subsidy  the  fleet  could  not  be  sold — at 
least  not  a  substantial  part  of  it — and  at  the  same  time  the 
Harding  administration  is  on  record  for  a  privately  owned  and 
operated  merchant  marine  as  soon  as  that  can  be  accomplished. 
The  Harding-Lasker  view  is  that  the  end  desired  can  be  brought 
about  through  a  subsidy. 

There  is  some  talk  that  the  fleet  would  be  junked  if  the 
ship  subsidy  bill  fails.  But  observers  here  believe  that  even  if 
the  bill  failed,  the  government,  through  the  Shipping  Board 
Emergency  Fleet  Corporation,  would  continue  to  operate  ships 
under  the  mandate  of  the  Jones  act.  It  is  probable  that  in  the 
event  of  the  failure  of  the  subsidy  bill,  a  determined  effort  would 
be  made  to  operate  most  of  the  vessels  on  the  bare  boat  charter 
basis  until  they  could  be  disposed  of  to  private  parties. 

The  Jones  act  allows  considerable  latitude  for  the  govern- 
ment operation  of  vessels.  While  it  provides  that  the  board 
shall  sell  its  ships  "as  soon  as  practicable,  consistent  with  good 
business  methods,"  It  also  provides  th'at  where  the  board  has 
established  services  "such  lines  and  service  shall  be  maintained 
by  the  board  until,  in  the  opinion  of  the  board,  the  maintenance 
thereof  is  unbusinesslike  and  against  the  public  interests." 

It  was  said  at  the  White  House  this  week  that  the  President 
had  no  new  assurances  from  Congress  that  the  subsidy  bill 
would  be  passed  this  session.  It  is  believed,  however,  that  there 
will  be  more  of  an  effort  to  have  the  bill  acted  on  at  least  in 
the  House  this  session  than  there  would  have  been  had  not  the 
President  indicated  his  desire  to  have  the  bill  passed  now. 

Statement  by   Senator  Jones 

Senator  Jones,  chairman  of  the  Senate  commerce  committee, 
in  a  statement  relative  to  reports  that  the  shipping  bill  would 
be  delayed,  said: 

The  newspapers  are  stating  that  it  is  now  intended  to  defer  a 
vote  on  the  shipping  bill  until  next  winter  and  it  is  suggested  that 
the  people  of  the  country  are  not  interested  in  it  and  that  it  will 
be  well  to  take  their  Judgment  upon  It  at  the  next  election.  Republi- 
can senators  and  representatives  are  said  to  favor  the  postponement 
of  this  legislation. 

I  cannot  understand  how  those  In  favor  of  taking  the  steps  neces- 
sary to  build  up  our  merchant  marine  can  circulate  such  impressions. 
We  cannot  better  promote  the  interests  of  our  foreign  competitors. 

I  know  well  the  situation  that  confronts  us  and  to  postpone  this 
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Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

(San  Pedro  Dist . 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Ratet  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship   Corp. 

St.  Paul  8476       BALTIMORE    406  Water  Street 
SAN  FRANCISCO,  60  California  Street 

Philadelphia  N«w   Tark 

1M  8.  Third  St.  4 J    Braadwar 

rittaaorgh 
HIT    OIiT«r    Building 

•eraaaak.   Ca. 

SeT.aaah  Bank  ft  Tnart  Bldf .  I'.rr   Termlaal 

Lao   Aagalas,   CaL  Portland.    Or*. 

41T    Vaa    Nays    Bldg.  Ml    Till.    *    Treat    B!dg. 
Mil    L.    C.    Baaltk    Bld«..    Seattle,    Waah. 

4*1    KUIcMt   8«.  Bid...    Bofsle,   N.    T. 


'Ship  by  Water' 


PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


TO 


Los  Angeles  Harbor,  San  Francisco, 
Portland,  Seattle  and  Tacoma 

FROM 

New  York,  Baltimore 
Norfolk,        Philadelphia 

Thru  bill*  of  lading  issued  to 

Sen  Di.fo,  Oakland.  Stockton,  and  Sacramento,  Calif .; 
Hawaiian  and  Far  East  Points;  Astoria,  On.;  Grays  Harbor 
and  Pug.t  Sound  Ports.  Wash,  i  Vancouver  and  Victoria,  B.C. 

For  rate*.  Date*  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

Moore  and  Water  Streets.  New  York    Talephsna,  Bo-lin,  Grsen  7»4 

Baltimore,  Md.        Philadelphia,  Pa.        Pittsburgh,  Pa.        Cleveland,  Ohio 

»  Start  St.  Drtial  BUf.  Oliver  Bldf.  M.r.1,.11  Bldf. 

And  at  our  Branch  Offices  at  ports  of  call,  etc. 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma.  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 


SS  "DELCO" 
SS  "NYANZA" 
Al   Steamer 


From  the  Gulf,   Middle  June 
"       ••       "         Ljite  June 
"       "       "         Early  July 


SS  "REDHOOK"  From  the  Pacific  C  oa.t,  Early  June 
SS  "ELDORADO"     "       "         "  2nd  half  June 

SS  "DELCO"  "       "         "  "         Late  June 

SS  "AGWIDALE "  "         Early  July 

SS  "HOBOKEN"       "      "        "  "        Late  July 


l  and  other  information  ninUanad  upon 
application 


THE  STEELE   STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGKXTS 

830  Common  St.,  New  Orleans,  La. 

•ataaWaaM 


SWAYNE  *  HOYT.  Ins. 

.JO  Sanaorrva  St. 
San  FranaUoo.  Calaf. 


M  Broad  St. 
Naw  York  City 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via   PANAMA    CANAL 

WEST  COAST  CENTRAL  AMERICA.  MEXICO 

Calling  at  Norfolk,  Va.;  Cortnto,  Nicaragua,  La  Libertad,  Salvador! 
San  Joaa  da  Guatamala  and  Manzanillo  (  Havana,  East  bound ) 

5.5.  VENEZUELA  talli  from  Ntw  York  Junm  14th 
5.5.  ECUADOR  taili  from  San  Francisco  June  23rJ 

.Sailing*  about  «»ary  17  days  thareaftar 
All  New  York  Sailing,  from  Plar  S3,  Atlantic  Terminal.  Bmkl|ii 

PANAMA  SERVICE 

Batwaaa  San  Frendsce,  Las  Anf.laa,  M.IK.,  Central  America  sod  Cans)  Zaaa. 

5.5.  SAN  JUAN  tail,  from   San  Franelico  Junm  ISIh 

and  Sailing,  about  ar.ry  22  days  tharaaftar 

PACIFIC  MAIL  S.  S.  COMPANY 

10  Hanv*w  Squara,  Naw  York  MS  California  St.,  Sain  Pranclaeo 

S03  So.  Spring  St.,  Alaundrla  Hotal,    Loa  An,. la. 


" 


'The  Sunshine  Belt  to  the  Orient 

TRANS-PACIFIC  SERVICE 

•aw  FranatMO  to  Honolulu,  Yokohama,  Koba,  Shanghai. 
Manila,  Hongkong 

Paaaannr  and  Freight  Sailing*  by  New  and  Luxurious  U.  S. 
Shipping  Board  Lir 


5.5.  President  Wilson  (•&&*)  8ails  J"ne  24 
5.5.  President  Lincoln  (.He-sTs,'.,.")  sails  July  22 
5.5.  President  Cleveland  (-cJSrS..i.»)  sails  Aug.  12 

and  approximately  every  21  day*  thereafter. 

rhr»ej.rA  MD>  a/  lading  faanaef  t»  ana  from  a-arfnta  kajwnaf  varla  eV  ea/l 
fa>  rates  aad  other  information  appl/  to  aajr  railroad  or  tourirt  aajamay,  at  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

M  California  St..  Smn  FranoUao  10  Hanover  Sajuara.  N.  T. 

•M  So.  Sprlnc  St.,  AleundHa_Hotal,   Loa  AnyaJaa 
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legislation  until  next  winter  Is  to  throw  away  the  chance  we  have 
to  take  our  place  upon  the  sea.  The  business  men  who  have  worked 
so  hard,  who  have  sacrificed  so  much  and  who  have  suffered  so  much 
from  unfair  and  unjust  criticism  to  put  upon  a  business  basis  the 
chaotic  mess  of  the  $3,000,000,000  war  investment  that  was  turned 
over  to  them  cannot  be  expected  to  keep  hold  of  an  enterprise  failing 
because  the  government  will  not  give  it  the  support  it  must  have. 
If  they  give  up,  what  business  men  who  value  their  reputation  can 
be  found  to  undertake  the  work  again?  None  will  do  it  and  pur 
shipping  wreck  will  become  nothing  but  the  haven  of  political  parasites 
and  scheming  knaves.  It  would  be  better  to  give  our  ships  to  any  who 
will  take  them,  dissolve  the  organization  and  confess  that  we  have 
failed. 

Do  a  Republican  administration  and  a  Republican  Congress  want 
to  go  before  the  people  this  fall  with  such  a  confession  of  incapacity? 
We  promised  In  the  last  election  to  take  steps  to  establish  an  Ameri- 
can merchant  marine.  What  more  warrant  can  we  get  than  the  ver- 
dict of  that  election?  Can  we  hope  for  approval  upon  a  confession  of 
failure?  Those  who  think  it  good  politics  to  put  this  question  off 
until  after  the  election  fall  to  reckon  with  one  oustanding  American 
trait.  Our  people  admire  courage  and  despise  cowardice  in  politics  as 
in  anything  else.  If  we  will  not  dare  to  succeed  we  do  not  deserve 
approval.  If  we  do  not  control  the  next  Congress  we  cannot  pass 
this  bill  in  the  last  session  of  this  Congress.  If  our  majority  in  the 
next  Congress  is  small  the  passage  of  this  legislation  will  be  all  the 
more  difficult  and  uncertain. 

The  American  people  want  a  merchant  marine.  They  are  willing 
to  try  out  any  well  considered  plan  to  establish  it.  This  bill  has  been 
carefully  considered.  No  one  suggests  any  other  plan  that  offers  any 
hope  of  success.  The  bill  has  been  treated  thus  far  not  as  a  partisan 
but  as  an  American  question  and  problem.  Democratic  papers,  organ- 
izations and  individuals  have  urged  it.  Democrats  in  the  Senate  are 
as  earnestly  in  favor  of  it  as  Republicans  and  they  are  willing  to  aid 
and  hurry  its  passage  even  though  they  know  that  favorable  action 
will  redound  to  the  credit  of  the  Republicans.  The  hour  and  the 
chance  is  here.  Will  we  meet  it  as  we  ought  or  shirk  it  in  shame? 

This  administrati&n  has  been  given  the  care  of  the  residue 
of  more  than  $3,000,000,000  of  the  people's  property.  We  know  its 
situation  and  condition  better  than  they.  It  is  wasting  away  in  idle- 
ness and  the  longer  it  is  idle  the  greater  the  waste.  This  will  soon 
amount  to  more  than  the  aid  we  propose  by  this  bill.  Let  us  do  our 
duty  in  caring  for  and  handling  it  and  the  people  will  stand  by  us. 
If  we  shirk  our  duty  we  will  have  their  condemnation  and  we  will 
deserve  it. 

It  is  not  for  me  to  tell  the  President  what  to  do.  I  admire  his 
attitude  of  non-interference  in  legislative  matters,  but  this  situation 
is  such  as  to  require  firm  action.  He  should  advise  Congress  that  it 
must  act  on  this  bill.  If  it  rejects  it  well  and  goo'd.  The  responsi- 
bility will  be  clear.  We  know  his  views.  He  need  not  attempt  to 
control  our  judgment,  but  he  is  fully  justified  in  insisting  upon  our 
doing  one  thing  or  the  other  and  if  this  sessi9n  should  adjourn  without 
action  It  should  be  called  in  extra  session  immediately  to  do  it  and 
the  President  should  let  us  know  this  will  be  done. 

President  Confers  with   Leaders 

The  first  of  the  President's  conferences  on  the  ship  subsidy 
bill  was  held  June  3,  when  Representative  Mondell,  Republican 
House  leader,  Chairman  Campbell  of  the  rules  committee,  Rep- 
resentative Edmonds  of  the  House  committee  on  merchant 
marine  and  fisheries,  and  Chairman  Greene  of  that  committee, 
Chairman  Towner  of  the  Republican  House  caucus,  and  Speaker 
Gillett  visited  the  White  House.  After  the  conference  with  the 
President  it  was  said  that  the  congressmen  informed  Mr.  Hard- 
Ing  that  while  there  was  some  opposition  in  the  House  to  taking 
up  the  bill  at  this  session,  they  believed  the  bill  could  be  passed 
at  this  session. 

Discussing  the  developments  incident  to  the  President's  con- 
cern about  the  chances  for  passage  of  the  subsidy  bill  at  the 
present  session,  the  National  Merchant  Marine  Association, 
which  has  conducted  a  publicity  campaign  in  behalf  of  the  bill, 
said: 

There  is  an  ample  Republican  majority  in  both  branches  to  as- 
sure its  passage;  but  the  tendency  toward  delay  on  the  part  of  the 
Republicans  is  due  to  the  fact  that  many  of  the  candidates  for  re- 
election do  not  want  to  be  on  record  on  the  bill  until  after  their  cam- 
paigns are  over,  According  to  the  New  York  Herald,  a  lukewarm 
attitude  has  been  manifested  by  Representative  Mondell  of  Wyoming, 
the  Republican  floor  leader,  who  is  stated  to  have  declined  to  say 
when  the  measure  will  be  brought  before  the  House,  or  whether  it 
will  be  considered  at  all  at  this  session. 

Members  of  Congress  who  come  up  for  re-election  this  fall,  how- 
ever, are  likely  to  find  that  failure  to  bring  the  shipping  bill  to  a 
vote  will  hurt  rather  than  help  their  chances  at  the  polls.  The  lead- 
ing commercial  interests  throughout  the  country  are  on  record  as 
strongly  urging  the  speedy  passage  of  the  measure,  and  members  of 
Congress  who  fail  to  gauge  the  strength  of  this  sentiment  may  find 
their  seats  filled  in  1923  by  men  pledged  to  Immediate  action  for  steps 
to  establish  the  merchant  marine. 

In  the  meantime  marked  progress  Is  being  made  in  the  prepara- 
tions for  a  report  on  the  bill  by  the  House  committee  on  merchant 
marine  and  fisheries.  The  sub-committee  of  five  Republicans,  which 
is  at  work  redrafting  the  measure  for  submission  to  the  full  commit- 
tee, is  expected  to  have  the  first  draft  ready  In  a  few  days,  and  there 
is  every  prospect  that  the  report  will  be  made  about  the  middle  of 
this  month.  There  is  no  reason  why  the  House  cannot  begin  considera- 
tion of  the  measure  at  once,  and  President  Harding  is  expected  to 
Insist  that  this  be  done.  The  Senate  should  be  ready  tp  take  up  the 
bill  early  In  August. 

Protest  Against  Subsidy 

Senator  Capper,  of  Kansas,  this  week  submitted  to  the 
Senate  a  resolution  adopted  by  Farmers'  Union,  Local  No.  492, 
of  Tipton,  Kan.,  protesting  against  the  passage  of  the  ship 
subsidy  bill.  The  protest  was  referred  to  the  Senate  commerce 
committee. 

Malcolm  Stewart,  of  the  Cincinnati  Chamber  of  Commerce 
and  chairman  of  the  Middle  West  Merchant  Marine  Committee, 
which  Is  composed  of  commercial  bodies  in  fourteen  states,  sub- 
mitted the  following  statement  to  President  Harding  this  week: 

I  am  told  that  an  attempt  is  being  made  to  spread  the  idea 
that  the  Middle  West  doesn't  favor  the  pending  bill  to  aid  ship- 


ping. I  have  heard  nothing  like  this  in  the  Middle  West.  It  is 
only  in  Washington  that  I  have  found  such  reports  prevalent. 
The  interest  of  the  Middle  West  is  instanced  by  the  fact  that  I 
came  here  to  urge  maintenance  of  ample  shipping  facilities  from 
the  smaller  ports  to  handle  the  great  output  of  our  section  of  the 
country. 

The  Middle  West  is  already  on  record  as  to  what  it  thinks  on 
the  pending  shipping  bill.  Resolutions  urging  the  passage  of  the 
bill  and  calling  upon  representatives  and  senators  to  support  it 
have  been  adopted  by  the  leading  commercial  organizations  In 
many  cities  in  the  interior.  The  list  of  bodies  that  have  already 
endorsed  the  bill  includes: 

Chamber  of  Commerce,  Cincinnati;  Battle  Creek  (Mich.) 
Chamber  of  Commerce;  Illinois  Manufacturers'  Association;  Insti- 
tute of  American  Meat  Packers;  Chicago  Association  of  Com- 
merce; Manufacturers'  and  Jobbers'  Association,  Columbus,  O. ; 
Association  of  Commerce,  Decatur,  111.;  Des  Moines  Chamber  of 
Commerce;  Detroit  Board  of  Trade;  Dubuque  (Iowa)  Chamber  of 
Commerce;  Commercial  Club,  Duluth;  Chamber  of  Commerce, 
Huntington,  W.  Va.;  Huron  (S.  D.)  Commercial  Club;  Indianapolis 
Chamber  of  Commerce;  Chamber  of  Commerce  of  Kansas  City, 
Mo.;  Board  of  Trade,  Louisville;  Association  of  Commerce,  Madi- 
son, Wis. ;  Memphis  Chamber  of  Commerce;  Association  of  Com- 
merce, Milwaukee;  Chamber  of  Commerce,  Oklahoma  City;  Omaha 
Chamber  of  Commerce;  Merchants'  Exchange,  St.  Louis;  Manu- 
ufacturers'  and  .Merchants'  Association,  St.  Louis;  Chamber  of 
Commerce,  St.  Louis;  St.  Paul  Association;  Civic  and  Commerce 
Association,  Superior,  Wis.;  Chamber  of  Commerce,  Toledo; 
Wichita  (Kans.)  Chamber  of  Commerce. 

These  organizations  represent  fourteen  states.  There  are  also 
more  than  one  hundred  other  organizations  in  the  Middle  West, 
n9t  directly  affiliated  with  the  Middle  West  Merchant  Marine  Com- 
mittee, which  have  endorsed  the  bill  and  urged  its  speedy  passage. 
It  has  been  suggested  that  representatives  in  Congress  might  not 
vote  for  the  bill  because  they  might  feel  that  in  doing  so  they 
would  not  reflect  the  sentiment  of  their  constituents.  The  con- 
trary is  the  case.  The  constituents  of  the  Middle  Western  repre- 
sentatives as  shown  by  the  list  of  endorsements  given  want  their 
congressmen  to  pass  the  ship  aid  bill  as  speedily  as  possible. 

It  is  also  said  the  farmer  has  no  interest  in  ships.  During 
the  past  few  months  I  have  been  traveling  throughout  the  entire 
Middle  West  and  have  come  into  contact  with  agricultural  as  well 
as  commercial  interests.  The  farmer  who  is  not  interested  in 
ships  is  the  farmer  who  knows  nothing  about  ships  or  who  has 
been  told  nothing  of  the  value  of  an  American  merchant  marine 
to  him  directly.  That  the  farmer  who  has  had  the  facts  in  the 
case  presented  to  him  appreciated  the  value  of  the  pending  legis- 
lation is  shown  by  the  largest  organization  of  farmers  in  the 
United  States — The  American  Farm  Bureau  Federation  of  more 
than  a  million  members— which  after  a  thorough  investigation  of 
this  subject  has  endorsed  the  bill.  The  Federation's  President, 
J.  H.  Howard,  has  appeared  before  the  joint  congressional  com- 
mittee to  urge  changes  of  the  bill. 

There  is  no  doubt  that  both  the  farmers  and  producers  of  the 
Middle  West  will  equally  profit  if  legislation  is  enacted  to  pro- 
vide adequate  ocean  transportation  facilities  under  the  American 
flag. 

The  National  Merchant  Marine  Association  has  issued  a 
statement  in  which  it  says  that  an  analysis  made  by  it  shows 
that  out  of  300  leading  daily  papers,  193  are  for  and  77  against 
the  ship  subsidy  bill,  while  30  are  non-committal.  In  California, 
it  says,  86  per  cent  of  the  papers  favor  the  bill;  in  New  York,  64 
per  cent;  in  Massachusetts  the  ratio  is  9  to  1;  in  Illinois,  7  to  1; 
in  Pennsylvania,  4  to  1;  in  Ohio,  3  to  1,  and  in  Montana,  8  to  3. 
It  says  further  that  the  analysis  shows  that  almost  as  many 
of  the  "straight  Democratic  papers"  are  for  the  measure  as 
against  it. 

The  Shipping  Board  this  week  issued  a  statement  setting 
forth  the  following  paragraph  from  a  letter  from  the  chairman 
of  the  export  committee  of  the  Southwestern  Millers'  League 
to  the  Shipping  Board's  representative  at  Kansas  City: 

I  want  to  assure  you  of  my  heartiest  co-operation.  The  ex- 
porting millers  of  the  southwest  have  been  "sold"  the  United 
States  Shipping  Board  Emergency  Fleet  Corporation's  service 
program  and  proposals,  and  we  are  going  to  co-operate  to  the 
very  best  advantage  for  a  successful  outcome  of  this  great  un- 
dertaking, which  has  fn  it  so  very  much  in  the  way  of  possibil- 
ities, and  hope  for  a  big  increase  and  development  of  the  export 
trade  of  the  United  States  of  America. 

"During  the  annual  convention  of  the  American  Millers' 
Federation,  held  in  Kansas  City,  Mo.,  May  31,  June  1  and  2,  but 
one  complaint  was  registered  as  to  the  alleged  failure  of  the 
Shipping  Board  to  function,"  the  board  said.  "This  complaint 
emanated  from  a  miller  of  the  north  Pacific  coast,  and  had  to 
do  with  a  case  which  took  place  over  a  year  ago. 

"The  United  States  Shipping  Board  Emergency  Fleet  Cor- 
poration was  represented  by  the  following  officials  of  the  Inland 
Traffic  Division,  at  the  convention:  G.  M.  Bush,  manager,  Kan- 
sas City;  T.  Park  Hay,  manager,  Chicago;  R.  J.  Whitmire,  man- 
ager, Minneapolis;  A.  C.  Cooke,  traffic  department,  New  Orleans; 
J.  F.  Gehan,  head  of  the  claims  division,  traffic  department, 
Washington,  D.  C." 


FREUND    SUCCEEDS    SMYTH 

The  trustees  of  the  Emergency  Fleet  Corporation  have  ac- 
cepted the  resignation  of  Nathan  A.  Smyth,  general  counsel  for 
the  Fleet  Corporation,  and  Sanford  H.  E.  Freund,  special  counsel 
in  charge  of  contracts,  opinions  and  recoveries,  has  been  ap- 
pointed his  successor.  Mr.  Freund  was  born  in  New  York  City 
and  is  a  graduate  of  Harvard  College,  class  of  1901,  and  of 
Harvard  Law  School,  class  of  1903.  On  leaving  the  university 
he  became  a  member  of  the  firm  of  Saltonstall,  Dodge  &  Carter, 
attorneys,  Boston,  with  whom  he  remained  until  1910,  when  he 
was  appointed  eastern  attorney  of  the  Chicago,  Rock  Island  & 
Pacific  Railroad  Company.  In  1912  he  was  chosen  assistant 
general  counsel  for  the  Great  Northern  Railway  Company  and 
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ROUTE  YOUR  CARGO  VIA 

MobilerGullporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

Hamburg  and  Bremen 

We  Solicit   Central   Cmrgo 
IINERPOOL   AND   MANCHESTER 

UL  COAHOM A    COUNTY  )  Sailing  from  Penaacola  June   13th 

•     |  Sailing  fro.  Mobile  June  22nd 

LOTRPOOL 

B.8.  WE8TLAND   or   Sae Sailing  from   MvkiU  July   13th 

HAMBURG  AND  BREMEN 

8.8.   WEST     IIAKDAWAV Sailing  from   Mobile  Jane  25th 

8.8.  WILDWOOD Sailing  tnm  Mobil*  July    14th. 

LONDON  AND  DUNDEE 

««     AVTIvnl'K  i  Sailing    from    Pen«arola   Jono    ISth 

'    1  Bailing  from   Mobil.  Jun<  25th 

LONDON  AND  GRANCJEMOUTH 

SJ8.  EFFIM.IIAM Jffi!!11*  Irom  ii!!',?*'!  •?"".*.  I7"1 

(  Sailing   from   Mobile   July    If  th 

I  <>M ION     \\|.   \\KST  HAKTLEI'OOL 

8.8.  MAIDEN    CREEK   or   Bah.  .  .Sailing   from    Mobil*    July    l»th 

oi'ORTO.  ML'SEL,  SANTANDER,  PASAGES.  HUELVA 

8JL  DIO D«»  Mobile  about  Jon.  12th 

BARCELONA  AND  VALENCIA  AND  ALICANTE 

U.  WILSCOX DM  Mobil,  about  Jan*  17th 

Waterman   Steamship   Corporation 

MOBILE.  ALABAMA 
Oar  5er»ioe  Backed  by  II  Year*'  Experience 


ii 


World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

Ne*  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


Galveston 


London 
Liverpool 
Manchester 
Glasgow 


TO 

Avonmouth 

Southampton 

Antwerp 

Hamburg 


Brunswick 


Danzig 
Gibraltar 
Genoa 
Naples 


Australia 
Tasmania 
New  Zealand 


International  Mercantile  Marine  Co. 

A.  C.  Fetterolf,  Freight  Traffic  Manager 

I.  0.  Hem.  Gen.  Wartant  F relent  Alt.       T.  0.   Martin,  N.  W.  Freleht  Aot. 
327    tenth    La   Sail*   Street  Metropolitan    Life    Bulldlni. 

Chleato.    IHInola.  Mlnneapolli.    Mlna. 

C.    J.    MoConnell.    Southvrteteni    Freight    Agent. 
Mil     Lot.it    Street.    St.    Louli.     Mo. 
Of 


New  York.  I  Broadway 
Beeto*.    14   State   St. 
Montreal.     McGIII    8|I|. 
Pnllaaolfhla.     Bonn*     Bldg. 
BlItlMro,     Ckaoinor    of    Coainer** 
e.    IOM   ReyU    Bank   Bldg. 


New    Orlaani.     Hlbernla    Bank    Bldg. 
Galveiton,  Cotton    Exchange  Bldg. 
Norfolk.  Fiatlron  Bldg. 
rioufton.    Cotton    Exoflange    Bidg. 
Mobile.    Ala..    Mobil*    Linen. 
Portland,     Me..     I     India    Street. 


Merchants'  Warehouse  &  Distributing  Co. 


Ship  To  U»  In  Carload 
W*  Reihip  In  L.  C.  L. 


36th  and  Iron  Sts. 
Chicago,  111. 


A  Better  Warehousing  Service 

Daily  Package  Car  System  a  Feature 

Th*  HVrrhanta'  WarcbouM  *  DUtribvUnir  Co.  offm  th*  ahlppcr  a 
•or*  co-ofxrativ*  o*nk<  In  th*  receiving,  warrhouainc  and  ahipplng 
of  a»maandte«.  Tb*  men  directinx  thii  oriraniution  throunh  their 


jrnrt  at  experience,  know  your  problem*  and  m**iat  you  In  the  moat 
enVient  aunner. 

<  hi«-aro  Janctlon  Railroad  enten  ear  buildinc  and  connect!  with 
all  railroad*.  Connection  at  our  plant  b  made  with  Packace  Car 
Sj.i'm  operated  to  all  Important  citic*.  Mrrchandiae  i.  loaded  Into 
car*  which  cunnect  with  thii  ejritna.  CarUc*  ezpenae  I*  eliminated. 

We  are  located  on  South  Branch  of  Chicago  River.  Chicago  Steam- 
ehip  Line*  and  Merchant*'  Llghterac*  Co.  i«rre  our  dock,  which  ac- 
naaaiiiilalin  largeat  lake  TeaaeU. 

Maximum  protection  agalrnt  fire  la  (inn  all  good*  itored.  A  Terr 
low  rate  of  insurance  ia  la  force  do*  to  our  excellent  gprlnkler  «y»- 
tem  and  proiimity  to  river.  On  reqneat.  gnod*  will  be  ln*ured  auto- 
matically upon  receipt  and  canceled  automatically  when  (hipped. 

laToatafate.  Writ*,  wire  or  phone  for  full  particular*.  We  give  a 
1M  per  cent  tereiat. 

MERCHANTS'  WAREHOUSE  &  DISTRIBUTING  CO. 


3*th    and    Iron    Hlreel* 


Phon*    I. alarm*    7S*I 


Chiraro.    III. 


• 


""••• 


Your  problem  is  only  half  solved  when  production 
costs  are  reduced  to  a  minimum.  Distribution 
costs  demand  the  same  consideration.  Since  per- 
sonal investigation  of  available  storage  and  distri- 
bution service  throughout  the  country  involves  a 
large  measure  of  both  time  and  expense,  bring 
the  nation's  facilities  to  your  desk  through 

Distribution  Service,  he, 

123  W.  Madison  St,Chicago,IU. 


BIRMINGHAM 

Harm  Tnnifer  t  Warebea**  C*. 
CHICAGO 

Carrier-L**  War*h**u*  C*. 

CLEVELAND 

Ninth  Street  Terminal  Warehetiie 
Co. 

DENVER 

The  Woocket  Transfer  i  Slot.,. 
C*. 

EL  PASO 

International  Warabwa*  Co. 
FORT  WORTH 

Binroa-O'Keefe  Finprool  Sle»|o 

HOUSTON 

Bmyon.0-Ke.le  Rrepreel  Storaf. 

KANSAS  CITY 
Central  Slerefe  C*. 


LOS  ANGELES 

Union  Twminal  Wareh*n>*  Co. 

LOUISVILLE 

Loim.ill.  Pablk  Warebraie  C*. 

OMAHA 

C«d.n    Firiproef    Wareboue    a 
Van  Co. 

PHILADELPHIA 

Terminal    Wirrheuie  I   Traniler 

c*. 

PORTLAND 

Oreion  Tranilor  C*. 

SAN  FRANCISCO 
San  Franciac*  Wireheuie  C*. 

ST.  LOUIS 

S.  N.  Un|  W.rehe«ie. 

ST.  PAUL 

Cenlr.l  Warehevi*  Co. 
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served  In  that  capacity  until  1918.  when  he  entered  the  service 
of  the  government,  as  director  of  the  clearance  division,  United 
States  Employment  Service,  remaining  there  a  year.  In  1919-20 
he  was  Assistant  General  Counsel  of  the  United  States  Railroad 
Administration,  In  charge  of  financial  legal  matters,  leaving 
there  to  become  a  member  of  the  firm  of  Shearman  &  Sterling, 
attorneys,  New  York.  He  Joined  the  legal  staff  of  the  Emer- 
gency Fleet  Corporation  August  8,  1921. 

BOAT    HELD    BY    BRITISH 

The  Trafc  World  Washington  Bureau 

As  the  result  of  a  cable  dispatch  that  the  United  States  Ship- 
ping Board  S.  S.  Seattle  Spirit  had  been  held  by  the  British  for 
transporting  munitions  to  Ireland,  Chairman  Lasker  of  the  Ship- 
ping Board  immediately  instituted  an  investigation,  it  was  an- 
nounced by  the  board. 

It  was  learned  by  Chairman  Lasker  that  the  shippers  were 
the  Manhattan  Oleo  Agency,  and  that  the  shipment  was  made 
through  the  Barr  Shipping  Company,  brokers.  The  goods  were 
billed  as  forty  barrels  of  lard  and  were  shipped  to  the  order  of 
the  shippers,  the  shipment  going  forward  to  Ireland  on  the 
Seattle  Spirit  on  May  17. 

Investigation  developed  that  the  goods  turned  out  to  be 
forty  barrels  of  munitions.  Chairman  Lasker  is  awaiting  an  ad- 
ditional report  from  Moore  &  McCormack,  the  agents  of  the  Ship- 
ping Board,  who  handled  the  transaction,  and  as  soon  as  their 
report  is  received  all  the  documents  in  the  case  will  be  turned 
over  to  the  Department  of  Justice  for  actioa 

ST.  LAWRENCE  CANAL  TREATY 

The  Tragic  World  Washin0ton  Bureau 

The  British  ambassador  has  submitted  to  the  Department 
of  State  the  following  reply  of  the  Canadian  government  to  the 
suggestion  that  it  take  up  with  the  United  States' the  negotiation 
of  a  St.  Lawrence  canal  treaty: 

With  further  reference  to  the  note  you  were  so  good  as  to  ad- 
dregs  to  me  .on  May  17  In  regard  to  the  St.  Lawrence  River  im- 
provement scheme,  I  have  the  honor,  at  the  request  of  the  Govern- 
ment of  Canada,  to  Inform  you  of  the  substance  of  an  approved 
minute  of  private  council  for  Canada  respecting  this  matter. 

The  competent  authorities  of  the  Canadian  government  have 
advised  the  Governor-General  that  they  have  not  up  to  the  present 
had  an  opportunity  to  give  the  report  of  the  International  Joint 
fommUslon  and  'the  accompanying  report  of  the  board  of  engi- 
neers appointed  to  examine  the  subject  that  careful  consideration 
which  their  Importance  merits.  Moreover,  having  regard  to  the 
magnitude  of  the  project  and  the  large  outlay  of  public  money  In- 
volved, the  Canadian  government  Is  of  opinion  that  It  Is  not  con- 
sidered expedient  to  deal  with  this  matter  at  the  present  time. 

The  fact  that  the  Canadian  government  had  turned  down 
for  the  present  the  question  of  negotiating  a  treaty  was  an- 
nounced by  the  State  Department  last  week,  but  the  official 
reply  was  not  made  public  until  this  week. 

CARELESS  EXPORTERS 

The  Traffic  World  Washington  Bureau 

"The  thoughtless  practice  of  some  exporters  in  assigning 
office  boys  or  inexperienced  clerks  to  prepare  shippers'  export 
declarations  is  seriously  jeopardizing  the  accuracy  of  official 
foreign  trade  figures,"  according  to  the  Department  of  Com- 
merce, which  asks  that  more  care  be  exercised  In  preparing  these 
documents.  "Accurate,  timely  trade  statistics  will  be  impossible 
unless  shippers  extend  more  personal  cooperation  in  seeing  that 
the  necessary  papers  are  properly  prepared.  The  work  should 
not  be  assigned  to  boys  or  some  secondary  agency  having  no 
special  Interest  in  the  matter,"  it  says. 

According  to  the  Department  of  Commerce,  the  new  export 
classification  recently  adopted  at  the  request  of  exporters  to 
afford  American  business  useful  statistical  service  has  brought 
out  the  fact  that  serious  errors  have  existed  in  the  official 
figures  for  years,  particularly  in  classes  showing  values  only. 
Most  of  these  errors  are  due  to  Inaccurate  description  in  the 
export  declarations  presented  to  customs  officials  by  the  ship- 
per or  his  agent.  Investigation  has  developed,  for  example,  that 
ship  and  tank  plates,  punched  and  shaped,  are  reported  as  low 
aa  1  cent  per  pound;  alloyed  steel  bars  at  1.6  cents  per  pound; 
copper  wire  at  4  cents  per  pound;  wood  and  denatured  alcohol 
at  1'4  cents  per  gallon:  white  lead  at  less  than  2  cents  per 
pound;  370  stationary  electric  motors  of  less  than  200  horse- 
power at  an  average  price  of  $11;  183  road  plows,  scrapers  and 
rollers  at  $11  each;  1  centering  lathe  chuck  at  $3,800;  grinding 
and  sharpening  machines  at  $5  and  $5,000  and  hoes  and  rakes 
at  $132. 

The  Department  says  it  realizes  that  the  preparation  of 
the  necessary  papers  at  times  represents  something  of  a  burden 
and  that  It  does  not  wish  to  appear  unreasonable.  It  expresses 
the  hope,  however,  that  export  shippers  generally  will  appreciate 
the  fact  that  the  figures  In  point  are  being  compiled  primarily 
for  the  benefit  of  the  exporters  who  are  now  asked  to  co- 
operate. 

"The   illustrations    given,"    says   the    Department,    "should 


certainly  convince  any  reasonable  exporter  as  to  the  utter 
ridiculousness  of  some  of  the  returns  now  received.  Just  a 
little  more  care  and  attention  to  the  column  'Class  No.  of 
Schedule  B'  on  the  export  declaration,  to  make  certain  that  an 
accurate  entry  is  made  of  the  number  of  the  statistical  export 
classification  of  1922,  under  which  the  goods  should  be  properly 
classified,  will  be  a  great  help.  It  will  avoid  the  time  and 
expense  involved  in  returning  erroneous  declarations  to  the 
original  customhouse,  in  some  cases  the  West  Coast,  and  will 
help  the  Department  of  Commerce  to  clear  itself  of  the  possible 
stigma  of  inefficiency  when  the  burden  of  responsibility  rests 
squarely  upon  the  shoulders  of  the  offending  exporters." 


SHIPPING    BOARD    SALARIES 

The  Tragic  World   Washington  Bureau 

The  deadlock  in  the  House  over  Shipping  Board  salary  limi- 
tations, carried  in  the  independent  offices  appropriation  bill,  was 
broken  June  6  when  the  House  and  Senate  approved  a  conferees' 
report  providing  that  no  officer  or  employe  of  the  Shipping  Board 
or  Emergency  Fleet  Corporation  shall  receive  a  salary  or  com- 
pensation in  excess  of  $11,000  annually,  except  six  at  not  to  ex- 
ceed $25,000  and  two  at  $20,000. 

Passage  of  the  bill  in  this  form  will  make  necessary  reduc- 
tions, July  1,  of  the  salaries  of  vice-presidents  Smull,  Love,  Frey, 
and  Kimball.  The  first  three  named  get  $35,000  each  and  Kim- 
ball  gets  $30,000. 

Chairman  Lasker  said  he  hoped  to  retain  the  vice-presidents 
in  service  if  the  ship  subsidy  bill  is  passed  at  the  present  ses- 
sion, but  he  feared  they  would  resign  if  the  bill  did  not  go 
through. 

The  House  was  successful  in  its  stand  against  salaries  in 
excess  of  $25,000,  the  Senate  having  been  willing  to  agree  to  the 
salaries  now  being  paid. 

The  conference  report  on  Shipping  Board  salaries  was  the 
fourth  report  of  the  conferees,  the  House  having  rejected  the 
report  three  times.  The  Senate  acceded  to  the  House  view  writh 
the  exception  of  adding  two  salaries  of  $20,000  a  year  each,  and 
the  House  accepted  that  modification. 

Representative  Wood,  of  Indiana,  who  had  charge  of  the 
report  in  the  House,  said  he  believed  the  House  would  have  done 
the  country  a  service  if  It  had  concurred  in  the  first  report 
which  was  submitted  in  March.  He  said  the  difference  to  the 
government  would  be  a  net  saving  of  $18,000  a  year  in  salaries. 

Representative  Byrns,  of  Tennessee,  opposed  the  conference 
report  as  finally  adopted.  He  indicated  that  the  board  would 
use  the  $20,000  salaries  for  two  attorneys  in  the  legal  depart- 
ment, and  declared  that  there  was  no  reason  why  the  board 
should  pay  any  of  its  attorneys  in  excess  of  $11,000,  and  that 
if  he  had  his  way  he  would  limit  the  salaries  of  attorneys  to 
$7,500. 


IDLE  FLEET  IN  GOOD  CONDITION 

The  Traffic   World   Washington  Bureau 

The  tied-up  fleet  of  324  Shipping  Board  vessels  at  Staten 
Island,  Caldwell's  Point  and  Boston  harbor  is  in  "excellent  con- 
dition," according  to  Joseph  E.  Sheedy,  acting  vice-president  of 
the  Emergency  Fleet  Corporation  in  charge  of  operations.  Of 
the  total  number,  137  ships  are  at  Staten  Island,  144  at  Cald- 
well's Point,  and  43  in  Boston  harbor. 

"They  are  being  taken  care  of  and  no  undue  deterioration 
has  taken  place,"  said  he.  "Of  course,  vessels  that  are  laid 
up  in  this  manner  will  require  continual  protection,  as  a  matter 
of  self-preservation,  but  other  than  minor  measures  necessary  to 
protect  ships  for  the  coming  winter,  no  large  expenditures  will 
be  made  for  such  maintenance." 

Mr.  Sheedy  will  inspect  the  board's  vessels  which  are  tied 
up  at  Hog  Island,  Pa.,  and  Norfolk,  Va. 

NEW  YORK  PORT  DEVELOPMENT 

The  Traffic  World  Washington  Bureau 

Congress  has  passed  a  joint  resolution  authorizing  the  Port 
of  New  York  Authority  to  execute  the  comprehensive  plan 
approved  by  the  states  of  New  York  and  New  Jersey  for  the 
development  of  the  port  of  New  York.  August  23,  1921,  Presi- 
dent Harding  signed  a  joint  resolution  granting  the  consent  of 
Congress  to  the  treaty  between  the  two  states,  creating  the 
port  of  New  York  district  and  establishing  the  Port  of  New 
York  Authority  for  the  development  of  the  port  of  New  York. 

The  two  states  having  agreed  on  the  plan  for  the  develop- 
ment of  the  port,  it  was  necessary  for  Congress  to  approve 
that.  Explaining  the  plan,  Representative  Ansorge,  of  New 
York,  said: 

i  The  detailed  plans  approved  by  this  bill  provide  for  extensive  tun- 
nels, bridges,  terminals,  and  belt  lines  which  will  bring  the  transcon- 
tinental railroads  into  the  city  of  New  York,  thereby  eliminating 
congelstpn.  delay  and  expense  of  distributing  foodstuffs  and  other 
commodities  to  the  people  of  Greater  New  York  and  vicinity  The 
plans  provide  that  terminals  within  the  port  shall  be  unified  and  con- 
s°"d*tlo.n  of  sfhip™e"ts  sha11  be  made  at  proper  points  to  eliminate 
duplication  of  effftrt,  congestion,  and  long  truck  hauls.  Another 
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INTERSTATE  COMMERCE  COMMISSION 

Southeastern  Class  Rate  Investigation 

InTecrtigation  instituted  by  the  Commission  of  class  rates  applicable  in  interstate  commerce  within  southern  ter- 
ritory; between  that  territory  and  Ohio  River  crossings  and  points  in  Illinois,  Buffalo-Pittsburgh  and  central  territories, 
and  between  that  territory  and  Virginia  cities,  and  points  in  Trunk  Line  and  New  England  territories.  The  Commission 
in  fixing  interstate  rates  will  consult  with  the  state  commissions  with  a  view  to  bringing  about  greater  harmony  between 
intrastate  and  interstate  rates.  Numerous  fourth  section  departures  are  also  involved. 

First  hearing  Atlanta  on  May  22nd;  subsequent  hearings  are  to  be  held  at  Asheville,  Cincinnati  and  New  York. 
For  copies  of  Official  Stenographer's  Minutes  address  the  undersigned. 


OFFICIAL   REPORTERS: 


THE  STATE  LAW  REPORTING  COMPANY 

Interstate  Commerce  Commission.  Publiihert  of  Law  Report* 

United   States   Shipping   Board.  235  BROADWAY 

National   Association  of  Railway  and  Utilities  Commissioners. 


NEW  YORK  CITY 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 


New  York  Offices,  90  West  St.,  New  York 


•, 
*. 


SOVIN.  PrMtaMt.  M  Won  BtoMt.  HOT  Tort. 

UPMAaj.  Flnt  Vk.  PrMUoH,  M  WMt  SUM.  NOT  York. 


THURBEB.  »MMtf  VlM-PmMwrt.  M  Watt  BUMt.  Now  York. 
LOWELL.    Tkli*   VIM  PraiUist  la  ekarn  of  Oparatloa   Md 


N« 


K. 


«   w. 


E.    A.    FALL,   Pralrfit   and  TraOo  Manapr.   M  WMt    Btreot.   NOT  York. 
J.    R.    DRANEY.    Ajalaunl    Fnlrbt    and    Tiafflo    Uanaor.    M    WMt    BUMt. 

York. 

I.    COOKMAN    BOYD.    Oanaral    Coimaal.    Bolldcn-    Bxcninn    Bids..    Baltlmora. 
WMt  HUMt.  NOT  Tort.  lid. 

MEKBLOFF,   Traaacnr.  M   Waft  BrraM.   NOT   Tort.  C.   A.    KELLEY.  OaMral  Aadllor.   M  WMt  BUMt.  NOT  York. 

B.   WHITNEY.  BMntao.  M  Wo*t  BUMt.  NOT  York.  I.  P.  CONNOR.  Bunrlntandanl.  Wafnm  Point.  Baltlmori.  Md. 

TMOMA1   KEARNV.  toMnl  Ulleltor.  M  Wnt  Itrott.  NOT  York. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

Railroad  Co..  ka>la«  Ma  luailail  at  dMp  watar.    Baltlaon.    Md..    U   la   a   poaUloo   10   raoaln   all    foreign   freight   dMtlnad    to    Intartor 

to  and  fraai  Iba  IndutrlM  locaud  on  lu  Una.  Tba  tarrltorr  oo»«red  07  thli  railroad 
rauou  oontoaiplatlat  tko  looatloa  of  boatnoia  M.tcrpriMa  are  Inrlud  to 
Bants*  arallabla  propartf  will  bo  prompllj  fornlabad. 


TM  CMsawsaa  •  cams  Bar  •imnl  Co..  ka-mt  Ha  Hmlail  at  doop  waur.   Baltuaor 
aoru  aad  10  taka  MI*  of  islpHa  fMeM  lor  fwvin  oowatrtM. 

TMaoiaaaaay  •otetalaw  Vfcjgi  olaadard  of  iarrte*  la  tW kcMUacof  HUpa»au  to  sad  I 

ainl  *Wk  fcomi  j.  Malkaa.  M  Wart  amat.  NOT^Tark  Cl»     Maw  aad  Ml  lafaiain 

p=e>  at  msaM.  oaarMom.  J  mUm.  awdttloasl  wdar  oaaatnotlaa. 


H   all    polaa   BaaC    WOT, 


Petal.  C.  •  C.  B  B.  B.  lo  ConU  Bar.  At  Port  Corlniton  with  tka  Wattara 
lore  A  Oslo  Bnall  Branch  at  Wamara  Point.  Tkromik  ooonocUou  rls  Ikon 
tka  odnauat  of  lai  BaKlmoci  rau. 


100  A-l  Steel 
Steamers 


NAWSCO  LINES 


Fortnightly 
Sailings 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
PHILADELPHIA,  PA. 

NEW  YORK,  N.  Y. 
BALTIMORE,  MD. 


and 


I 


SAN  DIEGO 
LOS  ANGELES 
SAN  FRANCISCO 
OAKLAND 


ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  »«rvic«  from  NEW  YORK.  BOSTON  and  BALTIMORE 


Through  Billt-ol-Ladlnt  to  Hawaiian  hlandt  and  the  Far  Eatt 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


IM  South  Fourth  Street.  Philadelphia 
3€  Exchanfe  Street,  Portland 


Own*n  and  Opwatora  U.  S.  Shipping  Board  Shlpa 

111  Summer  Street,  Boston 

11  Moore  Street,  New  York  City 

503  Keyser  Building,  Baltimore 


601   Bessemer  Building,  Pittaburgh 
112  West  Adams  Street,  Chicago 
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provision  call*  for  the  laying  out  of  highway*  for  motor-truck  traffic. 
For  prompt  and  .•(Ilclcnt  distribution  of  building  material  and  other 
comiiKxlltte*  which  must  be  handled  by  trucks  such  highways  to  con- 
nect with  existing  or  proposed  bridges,  tunnels,  and  ferrle*. 

Heretofore  UK-  lack  of  co-operation  I"  tw,-.  n  the  two  states  In  the 
d.-v.-l  .....  ii.-i.t  of  the  port  of  NYw  York  has  been  mainly  reBponBlble  for 
tli..  confcitloo  which  now  characterizes  the  recc  pt  and  distribution 
of  foodstuff!.  In  the  city  of  N.-w  York  and  adjoining  territory-  At 
the  present  time  the  terminal  facilities  at  the  port  are  woefully 


tie,timateathatu  now  costs  three  times  as  much  to  move 
foodstuffs  from  the  meadows  of  New  Jersey  to  upper  Manhattan  and 
tin-  Hronx  as  It  does  to  bring  them  all  the  way  from  the  Middle  West 

Ptor  many  yean  the  states  'of  New  Tork  and  New  Jersey  have 

.1,  .ivoring  to  roach  an  agreement  whereby  they  could  co-oper- 

ing   New   York   harbor   and    the  contiguous   waterways 

Kour'years  ago  the  two  states  by  legislative  enactment  created  a 
Joint  commission,  which  made  a  thorough  study  of  harbor  conditions. 
In  ronformaiKT  with  th.'  recommendation*  of  that  commission,  which 
wns  known  MS  the  New  York-New  Jersey  Port  and  Harbor  Develop- 
ment Commission,  the  two  states  entered  into  an  agreement  or  com- 
1,-,,-t  for  tin-  creation  of  the  port  of  New  York  district  and  the  estab- 
lishment of  the  Port  of  New  York  Authority  for  the  comprehensive 

lopment  of  the  port  of  New  York.  That  treaty  or  compact  between 
the  two  state*  was  signed  with  appropriate  ceremonies  at  the  cham- 
ber of  commerce  In  the  city  of  New  York  on  April  30,  1921. 

It  has  been  said  that  the  signing  of  that  treaty  was  one  of  the 
most  Important  events  in  the  history  of  the  two  states  and  in  the 
annals  of  real  constructive  progress  in  the  United  States. 

To  indicate  the  non-political  character  of  the  Port  of  New  York 
Authority  it  Is  interesting  to  note  that  the  Republican  governor  of 
New  York  has  appointed  the  former  Democratic  governor  of  New 
York  as  one  of  the  members  of  the  Port  Authority  to  represent  New 
York.  The  state  platforms  of  both  the  Republican  and  Democratic 
parties  in  1920  advocated  the  creation  of  a  port  authority  with  ade- 
quate powers  to  develop  the  port.  There  never  was  a  project  that 
savored  less  of  politics  and  sectionalism  than  the  proposed  plan  to 
develop  the  port  under  unified  Joint  control. 

ELIMINATION  OF  PACIFIC  PORTS 

The  Traffic  World   Washington  Bureau 

The  Shipping  Board  has  announced  that  -hearings  will  be 
held  to  determine  whether  action  by  the  Atlantic  Intercoastal 
Conference  eliminating  the  Pacific  coast  ports  of  Tacoma,  San 
Diego,  Flavel,  and  Astoria  as  terminal  ports  would  be  in  viola- 
tion of  section  16  of  the  shipping  act.  These  ports  were  cut  out 
as  terminal  ports  recently  but  the  conference  reinstated  them 
at  the  request  of  the  Shipping  Board,  pending  the  investigation. 
The  time  and  place  of  hearings  will  be  announced  later.  The 
order  for  the  hearings  is  as  follows: 

Wherea*.  On  April  25  and  May  3,  1922,  the  Atlantic.  Gulf  and 
Pacific  Steamship  Corporation,  Crowell  &  Thurlow  Intercoastal  Line, 
Luckenbach  Steamship  Company,  North  Atlantic  &  Western  Steam- 
ship Company,  Pacific  Mail  Steamship  Company,  United  American 
Lines,  Incorporated,  and  the  Williams  Steamship  Company,  subject  to 
the  Jurisdiction  of  the  United  States  Shipping  Board,  constituting  the 
Atlantic  Intercoastal  Conference,  agreed  generally  not  to  serve  the 
ports  of  Astoria,  Oregon,  Flavel,  Oregon,  San  Diego,  California,  and 
Tacoma,  Washington,  as  set  forth  in  Subject  SSa  of  the  Minutes  of 

ting*  Nos.  9  and  11,  of  said  Conference,  held  at  New  York  City; 
and 

Whereas,  Shippers  and  other  interested  parties  have  lodged  with 
the  Board  vigorous  protests  and  complaints,  alleging  said  agreement 
and  any  action  taken  In  pursuance  thereof  to  be  in  violation  of  Sec- 
tion 16  of  the  Shipping  Act  of  September  7,  1916;  and 

Whereas,  The  Shipping  Board  has  not  approved  said  agreement; 
and  the  Board  deems  it  In  the  interest  of  the  public  that  hearings  be 
held  at  which  all  interested  parties  may  be  given  an  opportunity  to 
be  heard; 

Now,  Therefore,  It  Is  Ordered,  That  the  Board  upon  its  own  mo- 
tion enter  upon  a  proceeding  of  inquiry  and  investigation  into  the 
alleged  violation  of  said  Section  16  by  the  aforesaid  carriers  with  a 
view  to  the  Issuance  of  such  order  or  orders  as  may  be  necessary  in 
tli"  premises,  and  that  this  proceeding  be  set  down  for  hearing  at 
such  time  and  place  as  the  Board  may  hereafter  direct. 

It  I*  Further  Ordered.  That  the  Atlantic.  Gulf  &  Pacific  Steamship 
Corporation.  Crowell  &  Thurlow  Intercoastal  Line,  Luckenbach  Steam- 
>hlp  Company.  North  Atlantic  &  Western  Steamship  Company,  Pa- 
dflo  Mall  Steamship  Company.  United  American  Lines,  Incorporated, 
and  the  Williams  Steamship  Company,  be  and  are  hereby  made  par- 
Ue*  In  thl*  proceeding;  that  a  copy  of  this  order  be  forthwith  served 
upon  each  said  carrier,  and  that  notice  be  given  to  the  public  through 
the  press. 

FLEET  CORPORATION  ON  CASH  BASIS 
For  the  first  time  since  its  organization,  the  Shipping  Board 
Emergency  Fleet  Corporation  was  placed  on  a  cash  discount 
basis  this  week,  according  to  a  statement  by  Chairman  Lasker. 
Beginning  In  July,  he  said,  the  board  would  have  a  trial  balance 
every  month.  He  said  that  would  be  the  first  time  that  any 
government  department  had  prepared  a  monthly  trial  balance. 
The  receipts  from  sales  of  materials,  ships  and  other  assets 
have  enabled  the  board  to  place  itself  on  a  cash  basis,  the  chair- 
man explained. 


JONES  ACT  HEARING  POSTPONED 

The  hearing  on  the  "adequacy  of  shipping  facilities,"  sched- 
uled to  be  held  by  the  Shipping  Board,  in  Chicago,  June  8,  in 
connection  with  the  board's  proposed  enforcement  of  section  28 
of  the  merchant  marine  act,  was  postponed  until  early  in  July, 
the  exact  date  to  be  announced  later. 


BILL  OF  LADING  SURRENDER 

The  Traffic  World   Washington  Bureau 

Informal  complaints  have  been  coming  to  the  Commission 
that  some  carriers  have  been  delivering  "order-notify"  ship- 
ments to  some  shippers  without  requiring  surrender  of  the  bills 
of  lading,  while  declining  to  make  deliveries  to  others,  appar- 
ently  under  like  conditions  and  in  like  circumstances.  In  a 
notice  addressed  to  all  carriers,  the  Commission  has  called  at- 
tention to  the  allegation  that  have  been  made,  and  that  delivery 
of  shipments  on  bills  of  that  kind,  without  the  surrender  of 
the  bills,  is  in  violation  of  tariff  provisions.  In  its  notice  it  said: 

Supplement  17  to  Consolidated  Freight  Classification  No.  2 
contains  the  following  provision: 

"The  surrender  of  this  Original  Order  Bill  of  Lading  properly 
indorsed  shall  be  required .  before  the  delivery  of  the  property." 

The  Commission  has  information  that  many  carriers  are  not 
observing  the  above  tariff  provision  and  that  certain  of  those 
carriers  have  filed  with  the  Commission  circulars,  or  in  some  in- 
stances exceptions  to  the  classification,  which  provide  that  the 
property  will  be  delivered  without  surrender  of  the  order  Bills 
of  Lading  upon  execution  of  an  indemnity  bond  or  upon  delivery 
ot  a  certified  check.  These  circulars  and  exceptions  to  the  classi- 
fication are  inapplicable  to  freight  moving  under  tariffs  not  sub- 
ject to  said  exceptions  to  the  classification,  and  any  carrier 
which  permits  the  delivery  of  such  traffic  to  the  consignee  thereof 
without  the  surrender  of  the  order  Bill  of  Lading  violates  the 
provisions  of  section  6  of  the  act. 

The  provision  requiring  the  surrender  of  the  B  11  of  Lading 
before  delivery  of  the  freight,  was  placed  in  the  Bill  of  Lading 
and  filed  with  the  Commision  by  the  carriers,  although  the  Com- 
mission's opinions  and  orders  in  the  Bill  of  Lading  cases  did  not 
require  any  such  provision. 

If  circumstances  and  conditions  justify  the  delivery  of 
freight  before  the  surrender  of  the  Bill  of  Lading,  appropriate 
provision  should  be  made  therefore  in  the  Consolidated  Classifi- 
cation. Until  such  change  has  been  made  in  accordance  with 
law,  practices  at  variance  with  published  tariff  provisions  must 
cease. 


COAL  PRODUCTION  REPORT 

"The  ninth  week  of  the  coal  strike  (May  29-June  3)  will 
show  a  decrease  in  production,  largely  because  of  the  observance 
of  Memorial  Day,"  the  Geological  Survey  says  in  its  current  coal 
report.  "The  returns  so  far  received  point  to  an  output  of  be- 
tween 4,550,000  and  4,750,000  tons.  Production  of  anthracite  re- 
mains practically  zero. 

"For  the  eighth  week  (May  22-27)  complete  returns  indicate 
an  output  of  4,856,000  tons  of  bituminous  coal  and  10,000  tons  of 
anthracite,  a  total  of  4,866,000  tons  of  all  coal.  It  is  significant 
that  .the  cumulative  production  of  coal,  anthracite  and  bitumin- 
ous, since  the  strike  began  is  now  some  30,000,000  short  of  what 
was  produced  during  the  corresponding  period  of  the  great  strike 
of  1919.  The  difference  is  due  to  the  fact  that  in  the  earlier 
strike  the  anthracite  miners  were  not  called  out  and  that  even 
the  bituminous  miners  were  back  at  work  by  the  seventh  week. 

"Loadings  on  Monday  of  the  present  week  (May  29-June  3) 
were  15,082  cars,  the  largest  for  any  Monday  since  the  strike 
began.  On  Tuesday,  however,  because  of  the  Memorial  Day  holi- 
day, observed  in  many  localities,  loadings  dropped  to  11,142  cars. 
They  recovered  promptly  on  Wednesday,  only  to  decline  again 
on  Thursday,  partly  because  of  the  occurrence  of  pay  day.  It 
therefore  seems  probable  that  the  total  output  for  the  week  will 
fall  considerably  short  of  that  in  the  week  preceding. 

"The  accumulation  of  unbilled  coal  is  declining.  Consumers' 
stocks  of  both  anthracite  and  bituminus  coal  are  falling  steadily 
but  by  how  much  cannot  be  accurately  stated,  for  the  present  rate 
of  consumption  is  not  known  accurately. 

"In  the  eighth  week  of  the  strike  the  daily  average  number 
of  unconsigned  loads  of  bituminous  coal  was  7,673.  This  figure 
includes  all  unbilled  coal  held  by  all  of  the  carriers.  The  total 
is  now  less  than  one-fourth  of  that  in  the  week  of  April  8. 

"A  sudden  increase  was  apparent  in  the  eighth  week  of  the 
strike  in  the  movement  of  coal  to  New  England.  The  number 
of  cars  of  anthracite  forwarded  over  the  Hudson  rose  from  699 
to  816,  and  the  number  of  cars  of  bituminous  coal  from  496  to 
965.  In  addition,  34  cars  of  bituminous  coal  were  shipped  into 
Northern  New  England  through  the  Rouse's  Point  gateway.  In 
spite  of  the  increase  present  shipments  are  barely  a  third  of  those 
of  the  corresponding  week  a  year  ago. 

"Practically  all  of  the  anthracite  now  going  forward,  and 
some  bituminous  coal  as  well,  is  shipped  from  storage  piles. 
This  ex-storage  coal  is,  however,  included  as  a  part  of  the  visible 
supply  moving  into  New  England." 
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V.   &   W.    BONDS 

The  Virginian  &  Western  Railway  Company  has  applied  to 
the  Commission  for  authority  to  issue  $1,500,000  of  first  mort- 
gage 5  per  cent  50-year  gold  bonds  and  to  sell  them  at  not  less 
than  95  per  cent  of  par  plus  accrued  interest.  The  proceeds 
from  the  sale  of  the  bonds,  or  the  bonds  themselves,  if  not  sold, 
are  to  be  delivered  to  the  Virginian  Railway  Company  on  ac- 
count of  indebtedness  of  the  applicant  to  that  company  for  ad- 
vances for  construction  work.  The  Virginian  Railway  Company 
applied  for  permission  to  guarantee  the  bonds. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuifom »  House  Broker*,  Forwarding 
and  Clearing  Home  Agent t 

LAREDO,  TEXAS 

Branch**  In  all  Principal  CitlM  la  the  Republic  of  M.iieo 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
•ervice  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


RAND  M?NALLY 

Special  Map  Service 

EVERY  map  made  by  Rand  McNally  &  Com- 
pany  for  a  special  purpose  is  dependable — 
true  to  specifications — a  product  of  the  cumulative 
skill    in    technical    accuracy   and   workmanship    of 
sixty  years  of  specializing  in  this  important  industry. 

This  service  is  at  all  times  available,  both  for 
carriers  and  shippers,  for  every  department  of  the 
organized  machinery  of  transportation  on  land  and 
water,  here  and  abroad,  and  for  every  related  in- 
dustry and  trade. 

MAPS  OF  ALL  SIZES 
FOR  ALL  PURPOSES 
REGULAR— SPECIAL 

DOMESTIC— FOREIGN 

Embodying  all  specified  details,  latest  changes  and 
up-to-date  information. 

The  following  list  indicates  the  wide  range  of  our 
service : 

Haps    for    timetables    and      Road   Maps,   Mileage  Maps, 
folders.  Distance   Charts. 


.Small  maps  for  newspaper 
and  magazine  advertising 
(see  examples  on  adver- 
tising pages  of  this  num- 
ber of  "Traffic  World"). 

Maps  showing  traffic  con- 
nections of  business  cen- 
ters In  every  field  of 
operation. 

Industrial   Maps. 

jEErlroad  System  Maps 
(Steam.  Electric,  Inter- 
urban). 

Steamer  Route  Maps. 

Express  and  Forwarding 
Service  Maps. 

Maps  of  Terminal  Stations 
and  Storage  Warehouses. 

Maps  of  Harbor  Fronts, 
Slips  and  Docks. 


Maps  of  Telegraph,  Tele- 
phone and  Cable  Lines. 

Auto-Trails  Maps. 

Postal  Maps,  Political  Maps. 

Physical  Maps,  Historical 
Maps. 

Maps  of  the  United  States, 
Separate  States,  Groups 
of  States,  Cities,  Towns, 
and  Counties. 

Maps  of  Alaska,  Philippines, 
Hawaii,  etc. 

Standard  Time  Maps. 

Maps  of  Canada  and  Prov- 
inces. 

Maps  of  All  America. 

Maps  of  the  Continents. 

Maps  of  Every  Country  and 
Political  Division  in  the 
Old  and  New  Worlds. 


We   will   gladly   give  map   suggestions — based  on 
our  vast  experience  -to  meet  special  requirements. 

RAND  M^NALLY  &  COMPANY 

Map  Headquarters 


536  S.   Clark  Street 
Chicago 


42  E.  22nd  Street 
New  York 
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LUMBER   PENALTY   CHARGE 

|  The  Tragic  World  Washington  Bureau 

Attack  on  the  legality  of  the  Commission's  order  In  No. 
11818.  American  Wholesale  Lumber  Association  vs.  Director- 
General  et  al.  (66  I.  C.  C.  393),  has  been  made  by  Edward  Hines, 
Yellow  Pine  Trustees,  complainants,  vs.  United  States,  re- 
spondent, In  the  federal  district  court  at  Chicago.  The  object 
IB  to  have  set  aside  the  order  of  the  Commission  directing  the 
carriers  to  cancel  the  $10  a  day  penalty  charge  on  lumber  held 
for  reconsignment  more  than  the  free  time  of  48  hours.  Hearing 
is  to  be  had  in  the  district  court  at  Chicago,  June  15.  The  Com- 
mission received  notice  of  the  suit  June  8  and  decided  to  inter- 
vene in  the  case  in  support  of  its  order. 

The  complainants,  supposed  to  be  an  association  of  big  lum- 
ber companies  with  views  on  the  subject  similar  to  those  held 
by  the  interests  that  lost  the  fight  before  the  Commission,  ques- 
tion the  jurisdiction  of  the  Commission  over  the  $10  penalty 
charge.  In  the  complaint  it  is  set  forth  that  the  charge  is  purely 
a  penalty  and  that  carriers  have  a  right  to  take  whatever  steps 
they  deem  necessary  to  have  their  equipment  returned  to  them 
and  that  the  Commission,  under  no  conditions  can  require  them 
to  allow  the  use  of  their  cars  for  storage  purposes.  They  con- 
tend that  when  a  car  is  held  for  reconsignment  it  is  being  used 
for  storage  purposes  and  out  of  the  service  of  those  who  desire 
to  use  it  for  transportation. 

It  is  an  unusual  suit  and  probably  will  attract  much  atten- 
tion not  only  on  account  of  the  novelty  of  the  proceedings  but 
on  account  of  the  warmth  of  the  fight  on  that  subject  among 
the  lumbermen.  The  Commission  will  move  to  dismiss  the  com- 
plaint, probably  on  the  ground,  among  others,  that  the  com- 
plainants have  no  interest  in  the  matter,  in  a  law  sense  of  the 
word  interest. 


ADVICE  TO  LUMBER  SHIPPERS 

That  wholesale  and  retail  lumber  dealers  will  likely  find  it 
to  their  advantage  to  buy  their  lumber  stocks  from  manufactur- 
ers without  delay  and  not  defer  placing  orders,  and  that  shippers 
of  lumber,  as  well  as  of  other  commodities,  should  at  once  adopt 
the  practice  of  loading  freight  cars  to  full  capacity  and  should 
also  order  cars  for  shipments  as  far  in  advance  as  possible, 
were  among  the  suggestions  made  to  the  lumber  industry  by 
L.  M.  Belts,  of  Washington,  of  the  car  service  division  of  the 
American  Railway  Association,  in  a  conference  at  New  Orleans, 
June  6,  with  Southern  Pine  Association  officials. 

Mr.  Belts  has  jurisdiction  over  the  closed  car  section  of  the 
railway  organization  and  is  on  a  trip  over  the  South  and  South- 
west to  ascertain  first  hand  the  needs  of  the  section  in  the 
matter  of  cars.  "There  is  no  car  shortage  looming  in  the  south 
at  this  time,"  said  he,  "but  in  the  central  west  grain  cars  are 
gradually  becoming  scarce.  There  has  been  a  steady  increase 
in  loaded  traffic,  excepting  coal,  since  January  1.  Lumber  manu- 
factures and  miscellaneous  freight  have  shown  steady  increases. 
Lumber  comprises  one  of  the  principal  tonnage  commodities  of 
the  south. 

"While  there  is  no  car  shortage  imminent  in  the  south  at 
present,  yet  I  would  deem  it  wise  for  lumber  retailers  and  whole- 
salers to  place  their  orders  for  stocks  with  the  manufacturers 
now  and  not  delay  their  buying,  so  that  they  can  get  as  large  a 
portion  of  their  shipments  out  of  the  way  as  possible  at  a  time 
when  there  are  sufficient  cars  available.  Later  on  it  will  be 
necessary  to  expedite  the  movement  of  grain  from  the  central 
west  when  there  will  be  heavy  demand  for  closed  cars. 

"The  movement  of  grain  to  market  probably  will  start  early 
in  July.  It  is  much  better  for  all  concerned  to  move  the  grain 
crop  promptly  and  to  do  this  is  likely  to  bring  about  a  pressing 
demand  for  cars.  During  this  movement  it  may  be  necessary 
to  ship  grain  to  Galveston,  New  Orleans  and  other  gulf  ports 
and  rush  the  cars  empty  back  to  the  grain  producing  section  to 
move  further  grain  shipments  to  market.  During  this  period,  of 
course,  there  is  a  probability  that  some  difficulty  may  be  ex- 
perienced by  lumber  and  other  shippers  in  obtaining  sufficient 
cars  to  move  their  production,  so  lumber  buyers  would  do  well 
to  consider  this  phase  of  the  matter  and  place  their  business 
now  while  there  are  plenty  of  cars  available  for  their  shipments. 

"Of  course,  it  will  be  the  policy  of  the  car  service  division 
of  the  American  Railway  Association  to  avoid  preferential  move- 
ments. If  possible,  but  the  grain  crop  must  be  moved  promptly 
is  better  for  the  lumbermen  and  for  all  other  industries 
and  business  that  the  farmer  get  his  grain  to  market  and  get  his 
money  for  his  crop  so  he  will  have  money  to  purchase  other  com- 
modities he  needs.  If  conditions  require,  in  the  event  of  a  car 
shortage  we  probably  will  form  local  committees  to  handle  the 
car  service  situation  In  the  various  sections,  but  we  hope  this 
measure  will  not  be  necessary. 

"Also  in  this  connection  I  feel  It  Is  well  to  emphasize  upon 
lumber  shippers  the  necessity  for  adopting  full  capacity  loading 
at  once,  so  that  fewer  cars  may  be  tied  up  in  hauling  their 
products  to  the  various  distributing  centers.  The  full  capacity 
of  the  cars  should  be  utilized.  The  railroads  are  expecting  large 
shipments  of  lumber  from  the  south  to  the  north  and  east  as 


the  building  boom  is  under  way  in  those  sections  and  the  build- 
ing permits  already  issued  indicate  there  will  be  a  heavy  demand 
for  lumber." 

Mr.  Belts  said  another  way  in  which  lumbermen  and  other 
shippers  could  facilitate  transporlalion  was  by  co-operating  in 
Ihe  car  service  rules  governing  Ihe  movement  and  inlerchange 
of  freight  cars  between  railroads.  These  rules,  he  said,  served 
the  shippers'  interests  as  well  as  the  railroads,  and  shippers 
.could  aid  greatly  in  this  by  ordering  cars  as  far  in  advance  as 
possible.  Cars  of  northern  roads  that  are  sent  soulh,  he  said, 
should  be  loaded  with  freight  for  the  north,  instead  of  using 
cars  of  southern  lines  to  carry  freight  outside  Iheir  own  terri- 
tory. 

"The  primary  purpose  of  such  rules,"  said  he,  "is  to  keep 
cars  on  the  lines  of  the  owning  roads.  Each  railroad  cus- 
tomarily purchases  equipment  to  meet  Ihe  needs  of  its  own 
shippers,  who  are  furnished  the  class  and  type  of  equipment  that 
best  serves  their  purposes.  Cars  can  best  be  mainlained  for 
service  in  shops  of  Ihe  owning  railroads.  The  underlying  prin- 
ciples governing  car  service  belween  railroads  are  that  cars 
should  not  be  loaded  for  points  off  Ihe  home  road  when  olher 
suilable  cars  are  available  or  can  reasonably  be  made  available 
for  use,  and  foreign  cars  should  be  loaded  for  a  poinl  on  Ihe 
owning  road,  for  a  poinl  reached  via  Ihe  owning  road  or  in  Ihe 
direclion  of  Ihe  owning  railroad." 

CHICAGO  UNION  STATION  BONDS 

The  Traffic   World   Washington  Bureau 

Aulhorily  to  issue  and  sell  $6,150,000  first  mortgage  5  per 
cenl  gold  bonds  lo  provide  funds  for  Ihe  Chicago  Union  Slalion 
Company  to  proceed  with  Ihe  conslruction  of  its  passenger  sta- 
tion in  Chicago  has  been  requested  in  an  application  filed  wilh 
Ihe  Commission  by  Ihe  slalion  company,  Ihe  C.  B.  &  Q.,  Ihe 
C.  M.  &  SI.  P.,  Ihe  P.  C.  C.  &  SI.  L.  and  Ihe  Pennsylvania 
Company.  The  proprielary  companies  ask  aulhority  lo  guaranlee 
Ihe  bonds. 

Under  Ihe  mortgage  providing  for  Ihe  issuance  of  $60,000,- 
000  of  bonds  for  Ihe  passenger  slalion,  $30,850,000  of  4%  per 
cenl  bonds  have  been  issued.  Of  that  issue,  $30,000,000  were 
sold  to  the  public  and  the  remainder  of  the  bonds  were  pledged; 
also  $16,000,000  of  6%  per  cent  bonds  have  been  issued  and 
sold  under  the  mortgage.  The  station  company  now  asks  au- 
Ihorily  to  make  the  additional  issue  of  $6,150,000  of  5  per  cent 
bonds. 

Subject  to  the  approval  of  the  Commission,  the  $6,150,000 
of  bonds  have  been  sold  at  97  per  cent  of  par  and  accrued  in- 
terest to  Kuhn,  Loeb  &  Co.,  Lee,  Higginson  &  Co.,  the  Illinois 
Trust  &  Savings  Bank,  the  National  City  Company  of  New 
York  and  the  first  National  Bank  of  New  York. 


EXPRESS  CHARGES  TO  CANADA 

Announcement  is  made  by  Ihe  Iraffic  deparlmenl,  American 
Railway  Express,  that,  on  June  15,  the  company  will  rescind  the 
rule  requiring  the  prepayment  of  charges  on  shipments  to  Can- 
ada, and  restore  the  collect  privilege.  The  shipper  can,  after 
that  date,  ship,  prepaid  or  collect,  as  he  prefers. 

This  rule,  requiring  prepaymenl  on  such  Iraffic,  has  been  in 
effecl  since  April  1,  1920,  and  was  invoked  to  protect  the  carrier 
against  loss  due  to  the  high  rate  of  exchange  between  the  United 
States  and  Canada,  which  at  times  has  reached  20  per  cent. 

Improved  financial  conditions  have  brought  the  discount  rate 
down  to  approximately  1%  per  cent.  In  taking  this  action,  how- 
ever, the  express  company  says  it  stands  to  lose  approximately 
$25,000  a  year,  in  transferring  funds  collected  at  destination 
points  in  Canada,  to  depositaries  in  the  United  States. 

The  prepayment  requirements  will  be  dropped  for  the  benefit 
of  shippers,  many  of  whom  ship  to  Canada  "f.  o.  b.  factory,"  and 
the  carrier  will  stand  the  loss  in  exchange.  It  is  the  usual  prac- 
tice for  the  Canadian  purchaser  to  pay  the  transportation 
charges,  on  goods  imported  from  the  states,  rather  than  to  settle 
with  the  American  manufacturer  through  invoice  on  goods. 


ERIE    EQUIPMENT  CERTIFICATES 

The  Erie  Railroad  Company  has  applied  to  the  Commission 
for  authority  to  guarantee  the  payment  of  the  par  value  and 
dividend  warrants  attached  thereto  of  $4,500,000  of  equipment 
trust  certificates  to  be  issued  in  accordance  with  a  lease  from 
Edward  T.  Stotesbury  to  the  Erie,  and  agreement  between  the 
same  parties  and  the  Commercial  Trust  Company  of  Philadel- 
phia. The  certificates  will  be  issued  and  sold  in  connection 
with  the  acquisition  of  5,000  box  cars. 


CHANGES   IN    DOCKET 

Hearing  in  13618,  Andrews  Bros.  Co.  vs.  P.  C.  C.  &  St  L. 
et  al.,  assigned  for  June  8  at  Washington,  D.  C.,  was  cancelled. 

Hearing  in  Valuation  Docket  12,  in  re.  Missouri  Southern, 
assigned  for  June  10,  as  Washington,  D.  C.,  before  Examiner 
Hartman,  was  postponed  to  a  date  to  be  hereafter  fixed. 


June  10,  1922 
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PAGE  &  JONES 


IVIOBI 


,  AL-ABAIVIA 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,   Pensacola    and    Gulfport   to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 

WINDWARD  ISLANDS  SERVICE 

Regular  Service,   United  States  Shipping  Board  A-l   Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building  BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 

IRVING  H.  HELLER.  M.r>.,.r  CEO.  C.  McLAUGHLIN.  M.n.».r 

KANSAS  CITY  OFFICE:  1039  New  York  Life  Building 
A.  J.  FORD,  M.n.,.r 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  We«t  Adams  Street 
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POTATO  EMBARGO  CANCELLED 


Traffic  World  Washington  Bureau 

The  Commission,  after  a  conference  with  New  York  City 
officials,  representatives  of  the  Pennsylvania,  the  fruit  and  vege- 
table shippers  and  receivers,  and  mercantile  associations  of  the 
metropolitan  district,  June  6,  persuaded  the  Pennsylvania  to  can- 
cel an  embargo,  issued  by  It  forbidding  the  delivery  of  potatoes  at 
Pennsylvania  stations  In  New  York,  Brooklyn,  and  Jersey  City, 
which  otherwise  would  have  been  operative  at  midnight  of  that 
day.  The  cancellation  is  to  stand  pending  an  investigation  of 
the  condition  of  the  Pennsylvania's  pier  stations  in  the  greater 
city  and  Jersey  City  by  John  C.  Roth,  the  director  of  service 
and  H.  M.  Priest,  the  Commission's  service  agent  in  Chicago. 
They  went  to  New  York  to  begin  their  inquiry  a  few  hours  af- 
ter the  Pennsylvania,  under  protest,  said  it  would  cancel  the 
embargo  before  its  operative  hour  at  midnight  June  5-6. 

The  conference  was  opened  by  Commissioners  Aitchison  and 
Potter,  but  when  they  had  to  attend  a  conference  of  the  Com- 
mission, they  turned  the  meeting  over  to  Director  Roth. 

The  embargo  said  that  delivery  of  potatoes  would  be  made 
at  the  Pennsylvania  Produce  Yards,  Kearney,  N.  J.,  several  miles 
from  Jersey  City.  The  protesting  merchants  said  Kearney  was 
five  miles  from  Jersey  City  and  that  it  would  cost  them  40  cents 
a  barrel  to  get  the  potatoes  into  New  York  if  they  could  get 
them  in  at  all.  They  raised  a  question  as  to  whether  the  po- 
tatoes could  be  brought  in  because,  as  they  said,  the  ferries  were 
congested  so  that  Bringing  freight  from  the  Jersey  Shore  now 
was  a  serious  problem.  C.  I.  Leiper,  general  superintendent  of 
the  Pennsylvania  at  New  York,  denied  that  the  produce  yard 
was  five  miles  from  Jersey  City.  He  said  it  was  only  3.9  miles 
and  said  the  cost  of  'trucking  the  potatoes  from  that  point,  to  de- 
livery points  in  New  York  City  would  be  but  little,  if  any  greater 
than  trucking  them  from  the  piers. 

Protest  against  the  embargo  was  made  by  the  organization 
created  by  the  legislatures  of  New  York  and  Ne-w  Jersey  for  the 
study  and  elimination  of  congestion  at  the  port  not  only  of  New 
York  but  the  entire  metropolitan  district.  The  city  administra- 
tion of  New  York  appeared  to  be  jealous  of  the  step  taken  by  the 
Port  of  New  York  Authority  because  Edward  A.  McShanem,  dep- 
uty commissioner  of  the  department  of  public  markets,  protested 
against  the  conference  on  the  ground  that  not  sufficient  notice 
had  been  given  and  that  it  should  have  been  held  in  New  York. 

The  Commission  issued  a  statement  on  the  subject,  as 
follows: 

Division  5  of  the  Interstate  Commerce  Commission,  Commissioners 
Aitchison  and  Potter  sitting,  held  an  informal  conference  this 
morning  with  representatives  of  the  Pennsylvania  Railroad,  of  the 
Port  of  New  York  Authority,  of  receivers  of  perishable  freight  at 
New  York,  of  the  Merchants  Association,  of  the  growers  and  shippers 
and  a  representative  of  the  City  Administration  in  New  York,  upon 
a  protest  filed  by  the  Port  of  New  York  Authority  through  its 
special  counsel  Clark  &  LaRoe,  against  an  embargo  issued  by  the 
Pennsylvania  Railroad  against  the  delivery  of  potatoes  at  Pennsyl- 
vania stations  in  New  York,  Jersey  City  and  Brooklyn,  effective  at 
midnight  tonight. 

A  similar  embargo  was  levied  about  two  weeks  ago  and  was  can- 
celled before  becoming  effective  following  a  conference  between 
representatives  of  the  Pennsylvania  Railroad  and  of  the  New  York 
interests  including  the  Port  Authority. 

After  full  discussion  of  the  subject  and  the  conditions,  Divi- 
sion 5  expressed  the  opinion  that  the  embargo  ought  not  to  be 
retained  without  further  consideration  and  conference  because  It 
would  seriously  disrupt  long  established  conditions  and  apparently 
impose  hardships  upon  the  shippers  and  receivers  of  potatoes.  It 
suggested  that  the  embargo  be  cancelled  before  becoming  effective 
without  a  formal  order  from  the  Commission,  and  that  suggestion 
was  accepted  by  the  representatives  of  the  Pennsylvania  Railroad 
under  protest. 

The  Commission's  Director  of  its  Bureau  of  Service,  John  C.  Roth, 
and  one  of  its  service  agents  will  proceed  immediately  to  New  York 
to  investigate  the  situation  on  the  ground,  and  on  the  strength  of 
their  report  the  Commission  will  give  the  matter  such  further  con- 
sideration and  take  such  action  as  may  appear  warranted. 

At  the  opening  of  the  conference  the  representatives  of  the  City 
Administration  of  New  York  protested  against  proceeding  on  the 
ground  that  sufficient  notice  had  not  been  given  and  that  the  con- 
ference should  have  been  held  in  New  York.  Upon  It  being  pointed 
out  that  the  embargo  notice  was  Issued  on  Friday  to  become  effective 
Monday  night,  he  withdrew  his  objection  to  proceeding  with  the 
conference. 


REVENUE  FREIGHT  LOADING 

The  number  of  cars  of  revenue  freight  loaded  in  the  week 
ended  May  27  was  821,121,  an  increase  of  28,662  over  the  loading 
of  the  preceding  week,  according  to  the  weekly  report  of  the 
car  service  division  of  the  American  Railway  Association.  In 
the  corresponding  weeks  of  1921  and  1920  the  loadings  totaled 
795,335  and  898,169,  respectively. 

Coal  loading  Increased  from  81,967  in  the  week  ended  May 
20  to  91,370  cars  in  the  week  ended  May  27.  Were  it  not  for 
the  decreased  coal  loading  on  account  of  the  strike,  the  loading 
In  the  week  ended  May  27  would  have  been  approximately  911,- 
121  cars,  taking  normal  coal  loading  for  this  period  of  the  year 
at  about  180,000  cars. 

As  compared  with  the  preceding  week,  in  addition  to  the 
increase  in  coal  loading,  there  were  Increases  in  the  loading 
of  live  stock,  grain  and  grain  products,  forest  products,  ore, 


merchandise,  L.  C.  L.,  and  miscellaneous  freight.    The  only  de- 
crease reported  was  in  coke  loading. 

Merchandise,  L.  C.  1*.  loading  increased  from  243,971  cars 
in  the  week  ended  May  20  to  247,331  cars  in  the  week  ended 
May  27,  and  miscellaneous  loading  increased  from  306,434  to 
31«,464  cars. 

Loading  by  districts  for  the  week  ended  May  27  and  the 
corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,960  and  7,601; 
live  stock,  2,893  and  2,920;  coal,  8,253  and  46,071;  coke,  1,335 
and  1,124;  forest  products,  5,879  and  5,815;  ore,  3,028  and  2,788; 
merchandise,  L.  C.  L.,  71,173  and  58,965;  miscellaneous,  89,871 
and  68,716;  total,  1922,  192,392;  1921,  194,000;  1920,  212,401. 

Allegheny  district:  Grain  and  grain  products,  2,741  and 
2,533;  live  stock,  3,090  and  3,521;  coal,  15,670  and  52,971;  coke, 
4,856  and  2,657;  forest  products,  2,796  and  2,664;  ore,  2,739  and 
7,180;  merchandise,  L.  C.  L.,  52,492  and  45,594;  miscellaneous, 
71,183  and  51,329;  total,  1922,  155,567;  1921,  168,449;  1920,  185,- 
251. 

Pocahontas  district:  Grain  and  grain  products,  224  arid  202; 
live  stock,  140  and  127;  coal,  30,482  and  23,733;  coke,  210  and 
183;  forest  products,  1,526  and  1,286;  ore,  41  and  21;  merchan- 
dise, L.  C.  L.,  6,223  and  5,136;  miscellaneous,  4,118  and  3,338; 
total,  1922,  42,964;  1921,  34,026;  1920,  31,485. 

Southern  district:  Grain  and  grain  products  3,554  and  4,912; 
and  475;  forest  products,  20,415  and  15,121;  ore,  966  and  893; 
merchandise,  L.  C.  L.,  37,544  and  36,261;  miscellaneous,  42,900 
and  36,332;  total,  1922,  132,561;  1921,  114,717;  1920,  125,487. 

Northwestern  district:  Grain  and  grain  products,  12,923  and 
11,384;  live  stock,  8,047  and  7,392;  coal,  6,555  and  4,682;  coke, 
1,425  and  729;  forest  products,  18,656  and  14,381;  ore,  14,100 
and  16,088;  merchandise,  L.  C.  L.,  30,494  and  26,870;  miscel- 
laneous, 36,489  and  31,498;  total,  1922,  128,689;  1921,  113,024, 
1920,  151,802. 

Central  Western  district:  Grain  and  grain  products,  12,- 
048  and  14,691;  live  stock,  10,501  and  9,900;  coal,  3,986  and 
14,994;  coke,  202  and  194;  forest  products,  6,535  and  5,964;  ore, 
2,476  and  693;  merchandise,  L.  C.  L.,  33,409  and  30,259;  miscel- 
laneous, 40,591  and  34,575;  total,  1922,  109,748;  1921,  111,270; 
1920,  121,563. 

Southwestern  district:  Grain  and  grain  products,  4,262  and 
5,278;  live  stock,  2,626  and  2,466;  coal,  2,120  and  4,188;  coke, 
150  and  169;  forest  products,  8,213  and  6,497;  ore,  521  and  761; 
merchandise,  L.  C.  L.,  15,996  and  15,496;  miscellaneous,  25,312 
and  24,994;  total,  1922,  59,200;  1921,  59,849;  1920,  70,180. 

Total,  all  roads:  Grain  and  grain  products,  45,712  and  46,- 
601;  live  stock,  29,502  and  28,077;  coal,  91,370  and  165,611;  coke, 
8,851  and  5,531;  forest  products,  64,020  and  51,728;  ore,  23,871 
and  28,424;  merchandise,  L.  C.  L.,  247,331  and  218,581;  miscel- 
laneous, 310,464  and  250,782;  total,  1922,  821,121;  1921,  795,335; 
1920,  898,169. 


BAD    ORDER    CARS 

The  semi-monthly  statement  of  the  car  service  division  of 
the  A.  R.  A.  on  revenue  freight  cars  in  had  order  shows  that  as 
of  May  15  the  total  number  of  bad  order  cars  was  334,108,  or 
14.7  per  cent,  as  against  14.4  per  cent  on  May  1.  The  total  cars 
on  line  was  2,271,998.  Of  the  total  bad  order  cars,  263,665  were 
in  need  of  heavy  repairs. 

Box  cars  in  bad  order  numbered  161,530,  or  15.7  per  cent,  as 
against  15.4  per  cent  on  May  1;  refrigerators,  8,725,  or  15  per 
cent,  as  against  14.5  per  cent  on  May  1;  gondolas,  137,704,  or 
14.3  per  cent,  as  against  13.9  per  cent  on  May  1;  stock,  10,190, 
or  12.4  per  cent,  as  against  12.2  per  cent  on  May  1;  and  flat  cars, 
12,718,  or  13  per  cent,  as  against  12.9  per  cent  on  May  1. 


CAR  SURPLUS  AND  SHORTAGE 

The  average  daily  surplus  of  freight  cars  in  good  order  in  the 
period  May  23-31  was  305,198,  as  compared  with  329,634  in  the 
preceding  period,  according  to  compilations  completed  June  8  by 
the  car  service  division  of  the  A.  R.  A.  The  average  daily  short- 
age was  1,714  cars. 

The  surplus  was  made  up  as  follows:  Box,  66,184;  ventilated 
box,  2,210;  auto  and  furniture,  1,320;  total  box,  69,714;  flat,  6,394; 
gondola,  91,765;  hopper,  103,764;  all  coal,  195,439;  coke,  5,275;  S. 
D.  stock  12,651;  D.  D.  stock,  1,186;  refrigerator,  8,406;  tank,  529; 
miscellaneous,  5,604.  The  shortage  was  made  up  of  1,094  box, 
184  flat,  423  coal,  and  13  refrigerator  cars. 


LONG    ISLAND    EQUIPMENT   CERTIFICATES 

Authority  has  been  granted  the  Long  Island  Railroad  Co. 
by  the  Commission  to  assume  obligation  and  liability,  as  guar- 
antor and  otherwise,  in  respect  of  $980,000  of  equipment  trust 
certificates  to  be  issued  by  the  Fidelity  Trust  Co.  of  Philadelphia, 
and  William  P.  Gest,  under  an  equipment  trust  agreement  in  con- 
nection with  the  procurement  of  50  passenger  cars  at  a  total  ap- 
proximate cost  of  $1,226,175.  Of  the  50  cars,  40  are  steel  motor 
passenger  cars. 
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PENNSYLVANIA 
TANK  CARS 


KANSAS  CITY  PLANT 


SHAI2ON        PLANT 


Added  Facilities  for  Car  Repair  Work 

We  show  above  (upper)  two  views  of  our  recently 
completed  car  plant  at  Argentine,  Kansas;  and 
(below)  two  views  showing  freight  care  being  re- 
paired in  the  yards  of  our  big,  modern  shop  recently 
added  to  our  Sharon,  Pa.,  facilities  for  the  construc- 
tion and  repair  of  freight  and  tank  cars. 

These  two  big,  new  shops  afford  our  customers 
an  Eastern  and  a  Western  Plant  where  tank  cars  in 
the  Eastern,  Mid  Continent,  and  Western  fields  may 
be  repaired  quickly  and  sent  back  to  production  field 
operations  in  the  shortest  possible  time. 


"PENNSYLVANIA"  Construction  principles  and 
the  same  quality  workmanship  found  in  "PENN- 
SYLVANIA" Tank  Cars  are  also  available  at  both 
of  these  plants  for  the  construction  and  repair  of 
freight  cars. 

May  we  submit  a  quotation  on  your  car  repair 
needs?  Write  us  for  details. 

THE  PENNSYLVANIA  TANK  CAR  COMPANY 

PENNSYLVANIA  CAR  COMPANY 

PENNSYLVANIA  TANK  LINE 

SHARON,  PENNSYLVANIA 


New  York  St.  Louis 

Denver 


Kansas  City 

I  .iiiil-ii .. 


Houston 
San  Francisco 


'Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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TREATMENT  OF   TANK   CARS 

The  Tragic  World   Washington  Bureau 

Attack  on  the  refusal  of  the  carriers  to  treat  multiple- 
chambered  tank  cars  as  tank  cars  has  been  made  by  the  Mathie- 
Min  Alkali  Works  (Inc.)  et  al.  on  the  ground  that  such  refusal 
constitutes  undue  prejudice  in  violation  of  section  3,  and  that 
the  refusal  of  the  carriers  to  grant  a  reasonable  mileage  allow- 
ance is  an  unreasonable  practice  within  the  meaning  of  section 
15  of  the  Interstate  commerce  act.  Three  complaints  have  been 
filed,  one  against  the  Daltimore  &  Ohio  et  al.,  a  second  against 
the  Erie  et  al.,  and  the  third  against  the  Buffalo,  Rochester  & 
Pittsburgh  et  al.  As  co-complainant  the  alkali  company  has 
joined  with  It,  in  each  complaint,  a  user  of  liquefied  chlorine 
gas.  That  is  the  product  hauled  in  the  type  of  tank  car  which, 
according  to  the  allegations,  the  railroads  refuse  to  regard  as  a 
tank  car. 

The  special  type  tank  car,  instead  of  carrying  a  single  shell, 
carries  fifteen  shells,  each  designed  to  hold  2,000  pounds  of  the 
dangerous  gas.  According  to  the  complaints,  the  alkali  company 
uses  the  multiple-chambered  tank  car  as  a  matter  of  safety,  the 
underlying  principle  of  which  is  the  reduction  of  the  unit  -of 
hazard  from  the  single  unit  class  V  tank  car  containing  30,000 
pounds  of  gas  to  15  units,  each  containing  only  2,000  pounds. 
The  car  is  said  to  be  constructed  in  accordance  with  the  Com- 
mission's container  specifications  and  the  rules  of  the  Master 
Car  Builders.  The  transportation  of  chlorine  gas,  which  is  the 
foundation  for  all  tke  poison  gases  used  in  warfare,  except  one 
or  two,  is  carried  on  under  rules  prescribed  by  the  Commission 
after  formulation  by  the  Bureau  of  Explosives  of  the  American 
Railway  Association. 

Not  'only  do  the'  railroads  refuse,  the  complaints  allege,  to 
make  a  mileage  allowance  for  the  tank  car,  as  is  done  in  the 
cases  of  other  kinds  of  tank  cars,  but  the  railroads  require  the 
complainants  to  pay  rates  for  transportation  of  the  tanks  at  the 
same  rate  that  is  imposed  upon  the  liquefied  -gas,  while  it  is 
alleged  that  in  the  case  of  chlorine  gas  transported  in  other 
kinds  of  tank  cars,  the  rate  is  imposed  only  on  the  weight  of  the 
commodity.  The  car  used  by  the  complainant  is  said  to  weigh 
practically  the  same  as  other  cars,  and  requires  no  greater  or 
different  transportation  service  than  other  cars.  It  is  contended 
in  the  complaints  that  the  carriers,  in  their  treatment  of  the  alkali 
company's  equipment  and  shipments,  violate  their  own  tariffs, 
in  that  they  make  no  allowance  on  either  the  outbound  or  in- 
bound movement  of  the  tank  car,  while  making  a  mileage  allow- 
ance to  their  competitors  when  the  latter  furnish  tank  cars.  The 
prayer  in  each  of  the  complaints  is  not  only  for  reasonable,  non- 
discriminatory,  and  non-prejudicial  rates,  rules  and  regulations, 
and  allowances,  but  also  for  reparation. 

In  each  of  the  complaints  Wilbur  LaRoe,  Jr.,  attorney  for 
the  complainants,  asserts  the  subject  matter  is  of  broad  scope, 
involving  the  interests  of  many  railroads  not  named  as  defend- 
ants, and  brings  into  issue  the  provisions  of  the  general  clas- 
sifications and  tariffs  applicable  within  the  three  classification 
territories.  He  said,  therefore,  it  would  be  his  purpose  to  serve 
a  copy  of  the  complaints  on  the  chairmen  of  the  classification 
committees,  so  that  all  interested  might  be  advised  of  them  and 
intervene  if  so  minded.  He  also  asked  the  consolidation  of  the 
three  complaints  for  hearing  and  that  they  be  considered  as 
bringing  in  issue  the  classification  rules  in  each  of  the  terri- 
tories. 


N.  0.  T.  &  M.  STOCK  PURCHASE 

The  Traffic  World  Washington  Bureau 

The  New  Orleans,  Texas  &  Mexico  Railway  Company  has 
filed  an  application  with  the  Commission  seeking  approval  un- 
der paragraph  (2)  of  section  5  of  a  contract  entered  into  with 
K.  S.  Sterling,  whereby  the  applicant  agreed  to  buy  all  of  the 
shares  of  capital  stock  of  the  Dayton-Goose  Creek  Railway 
Company  for  a  consideration  of  $750,000  in  cash  and  $250,000 
of  the  applicant's  5  per  cent  income  bonds. 

The  reasons  given  by  the  applicant  for  its  desire  to  acquire 
control  of  the  Dayton-Goose  Creek  follow: 

A  better  and  more  efficient  public  service;  a  more  economical 
..p.  iiitic.n  of  thr  properties,  by  bringing-  the  properties  of  the  Dav- 
<  reck  Hallway  Company  under  the  same  management 
and  control  as  and  with  Guf  Coast  Lines;  establishing  a  one-line 
rate  In  all  cages.  Instead  of  a  two-line  rate,  which  Is  higher  in 
all  CUSPS,  to  the-  public:  a  more  certain  and  dependable  car  supply 
and  Kc-nerally  a  more  expeditious  and  efficient  service  by  through 
car*  and  through  routing  over  the  system,  than  could  otherwise 
obtain  on  lines  controlled  and  operated  separately. 

The  line  in  question  extends  from  Dayton  to  Goose  Creek 
and  Baytown,  in  Texas. 


those  presented  in  1921  by  177,064  or  24.2  per  cent,  according  to 
figures  prepared  by  Lewis  Pilcher,  secretary  of  the  Freight  jClaim 
Division  of  the  American  Railway  Association. 

In  the  first  quarter  of  1922  the  claims  presented  amounted 
to  $14,865,484  as  compared  to  $29,264,164  in  1921,  a  reduction  of 
$14,398,680,  or  49.2  per  cent.  In  view  of  the  increased  car  loading, 
Mr.  Pilcher  said,  those  figures  were  particularly  significant. 

Claims  paid  during  the  first  quarter  of  1922  numbered  533,- 
298,  31.7  per  cent  less  than  in  1921,  due  to  the  receipt  of  the 
smaller  number  in  1922.  Compared  to  the  number  of  claims  on 
hand,  unadjusted,  at  the  end  of  the  first  quarter  of  1921,  408,629 
were  those  on  hand  on  April  1,  1922,  numbering  229,880,  a  reduc- 
tion of  43.7  per  cent.  The  number  of  unadjusted  claims  has  been 
reduced  to  the  figure  mentioned  from  573,000  since  January  1, 
1921. 


FRUIT  AND  VEGETABLE  MOVEMENT 

The  carlot  movement  of  14  leading  lines  of  fruits  and  vege- 
tables increased  nearly  20  per  cent  in  the  week  ended  May  27  as 
compared  with  the  preceding  week,  according  to  the  current  issue 
of  the  Department  of  Agriculture's  "Weather,  Crops,  and 
Markets." 

A  table  prepared  by  the  Department  shows  that  12,561  cars 
were  shipped  in  the  week  ended  May  27  as  against  9,489  cars  In 
the  same  week  last  season,  and  10,430  cars  in  the  preceding  week 
this  season.  The  total  number  of  cars  shipped  this  season  to  May 
27  was  414,999  as  against  380,343  cars  in  last  season  to  the  same 
date.  The  total  shipments  in  the  1921  season  amounted  to  494,- 
191  cars.  In  a  summary  of  potato,  onion,  strawberry  and  water- 
melon shipments  in  the  week  ended  May  27,  the  Department 
said: 

Potatoes. — Movement  of  potatoes  was  about  1.000  cars  heavier 
than  for  the  previous  week.  Shipments  of  new  stock  were  2,689  cars 
and  old  potatoes  filled  2.103  cars.  Maine  continued  to  ship  well  over 
100  cars  daily,  and  South  Carolina,  the  heaviest  early  shipping  State, 
sent  about  one-fourth  of  the  week's  movement. 

Sweet  Potatoes. — Carlot  shipments  of  sweet  potatoes  decreased 
rapidly.  The  season  is  practically  ended.  New  Jersey  yellow  va- 
rieties supplied  the  New  York  market  at  $2.25-$2.50  per  bu.  hamper. 
Southern  varieties  ranged  75c-$l  in  consuming  centers.  Total  move- 
ment for  the  season  to  May  27  was  nearly  19,000  cars,  or  about  1,000 
more  than  for  last  season. 

Onions. — Shipments  of  Bermuda  onions  continued  to  decrease,  but 
movement  for  season  to  May  27  was  about  300  cars  heavier  than 
last  season. 

Strawberries.. — Carlot  shipments  of  strawberries  continued  at  a 
fairly  heavy  volume.  Much  home-grown  stock  has  been  moving  to 
near-by  cities.  Shipments  for  the  week  were  about  3,000  car*.  The 
season's  total  to  May  27  of  more  than  14,000  cars  has  exceeded  last 
season's  movement  by  about  6.000  cars. 

Watermelons. — Shipments  of  watermelons  were  over  1,400  cars, 
coming  mostly  from  Florida.  In  producing  sections  prices  declined 
$75-$100  and  closed  at  $150-$250  bulk  per  car  for  average-weight 
melons. 


FREIGHT  CLAIMS  REDUCED 

Although  the  number  of  cars  loaded  during  the  first  quarter 
of  1922  exceeded  those  loaded  in  the  corresponding  period  of  1921 
by  910,244,  or  10.9  per  cent,  the  number  of  freight  claims  pre- 
sented to  the  carriers  in  the  same  period  of  1922  was  less  than 


L.  E.   F.  &  C.   NOTES 

The  Lake  Erie,  Franklin  &  Clarion  Railroad  Co.  has  been 
authorized  by  the  Commission  to  issue  $33,000  of  6  per  cent 
promissory  notes  to  the  Baldwin  Locomotive  Works  in  connec- 
tion with  the  lease  of  a  locomotive.  When  the  rental  payments 
have  been  made  under  the  lease  the  locomotive  will  belong  to 
the  carrier. 


Digest  of  New  Complaints  <  | 

•. . — • 

No.  13843.     Spencer  Kellogg  &  Sons,  Inc.,  Edgewater,  N.  J.,  vs.  West 
Shore  et  al. 

Unlawful  charges  on  numerous  carload  shipments  of  linseed  oil 
from  Edgewater,  N.  X,  to  Buffalo.  Cleveland,  Chicago,  Cincinnati, 
Detroit,  Dayton,  Grand  Ropids,  Peoria,  St.  Louis.  Terre  Haute 
and  other  points  in  C.  F.  A.  territory,  because  rates  exceeded  and 
exceed  the  rates  contemporaneously  in  effect  on  cottonseed  oil 
and  other  vegetable  oils.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  13844.    Bell  &  Co.,  Portland,  Ore.,  vs.  C.  M.  &  St.  P.  et  al. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  on 
apples  from  Hanford,  Wash.,  to  Portland,  Ore.,  as  compared  with 
rates  from  Yakima,  Wash.,  to  Portland.  Asks  cease  and  desist 
order,  rates  no  higher  than  those  contemporaneously  in  effect  from 
lakmia  to  Portland  and  reparation. 

No.  13845.     Gottlieb  Bertsch  et  al.,  Kendallville,  Ind.,  vs.  Director-Gen- 
eral, as  agent. 

Unjust,  unreasonable  rates  on  coal  from  producing  points  in 
Indiana  to  Kendallville  and  other  destinations  in  Indiana.  Asks 
reparation. 

No.    13846.     Scott   &   Williams.    Inc.,    New   York,    N.    Y.,   vs.    Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  gravel  from  Libby's  Pit, 
Maine,  to  Lakeport,  N.  H.  Asks  reparation. 

No.  13847.     Cleveland  Brass  and  Copper  Mills.  Inc..  Cleveland,  O.,  vs. 
Director  General,  as  agent. 

Excessive,  unjust,  unreasonable,  discriminatory  and  preferential 
°,rr,  Prejudicial  rates  on  copper  ingots  from  Tacoma,  Wash.,  to 
Wk'kliffe.  O.  Asks  reparation. 

No.    13848.     Traffic   Bureau   of   Knoxville,    Inc.,    Knoxville,    Tenn.,    vs. 
Southern  et  al. 

Unjust,  unreasonable,  unduly  preferential  rates,  which  violate 
the  long-and-short-haul  clause  of  Section  4,  on  special  iron,  tin 
and  steel  articles,  from  Cincinnati,  O.,  and  Pittsburgh,  Pa.,  and 
other  points  to  Knoxville.  Tenn.  Asks  csase  and  desist  order,  just 
and  reasonable  rates,  and  reparation. 
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Airplane  vUw  of  Galv»»toci  harbor  and  port  facilities,  showing  slip  system  of  dock*,  waterfront  track* 

and  other  transportation  advantage*. 

TRAFFIC  ECONOMY 

Shipping  to  the   nearest  port  on   the   lowest   possible  rate 
is  the  best  form  of  traffic  economy. 

The  Port  of  Galveston 

is  the  nearest  port  to  nearly  all  the  agricultural  and  industrial  section  of  the 
western  United  States,  and  has  for  many  years  been  furnishing  an  outlet  for  the 
products  of  this  territory  at  the  same  or  lower  rates  than  apply  to  other  ports. 
The  facilities  of  the  port  are  of  the  best  and  the  service  rendered  unexcelled  in 
the  United  States. 

Write  for  our  book  "The  Port  of  Galveston." 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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No.    13849.     O«o.   B.    Matthews   &   Sons.   New   Orleans.    La.,   vs.    Gulf, 
Mobile  &  Northern  et  al. 

Unjust,  unreasonable  rates  on  ear  corn  from  Mathiston,  Miss., 
to  New  Orleans.  Asks  reparation. 

No.  13850.    Fort  Smith.  Sublaco  &  Rock  Island  R.  R.  Co.,  St.  Louis,  vs. 
Arkansas  Central  et  al. 

Alleges  that  defendants  refuse  to  enter  Into  fair  and  reasonable 
arrangements  with  complainant  as  to  Joint  Interstate  fares  and 
rates  and  through  routes.  Asks  cease  and  desist  order,  establish- 
ment of  just,  reasonable,  equitable  and  fairly  remunerative 
divisions  of  Joint  rates  and  fares. 

No.  13851.     Fies  &  Sons  et  al.,  Birmingham,  Ala.,  vs.  Missouri  Pacific 
et  al. 

t'njust,  unreasonable,  preferential  and  prejudicial  rates  on 
horses  and  mules  from  Little  Rock  and  North  Little  Rock,  Ark.,  to 
Birmingham,  Ala.,  and  Hattiesburg,  Miss.  Asks  cease  and  desist 
order,  just  and  reasonable  rates,  and  reparation. 

No.  13852.    Swift  &  Co.,  Chicago,  vs.  Georgia  Northern  et  al. 

Unjust,  unreasonable,  prejudicial  and  preferential  rates  on  meat 
animals  from  points  in  Alabama  to  Moultrie,  Ga.  Asks  cease  and 
desist  order,  just  and  reasonable  rates. 

No.  13853.     Whalen  Pulp  and  Paper  Mills,  Ltd.,  Vancouver,  B.  C.,  vs. 
Director  General,  as  agent,  and  Grand  Trunk  Pacific. 

Unjust  and  unreasonable  rates  on  numerous  shipments  of 
crude  sulphur  from  Bryanmound,  Tex.,  to  Swanson  Bay,  B.  C. 
Asks  reparation. 

No.  13854.     Gerard  Ragone  &  Son,  New  York  City,  vs.  Director  Gen- 
eral, as  agent.  Pennsylvania  et  al. 

Complains  that  defendants  arbitrarily  failed  and  refused  to  load 
carload  shipments  of  paper  stock  In  bales  into  cars  and  also  failed 
to  accord  free  lighterage  In  New  York  Harbor  on  paper  stock 
shipments.  Asks  just  and  reasonable  rates,  rules  and  regulations 
and  reparation. 

No.  13855.    Brown's  Tract  Lumber  Co.,  Thendara,  N.  Y.,  vs.  Director 
General.  ¥ 

Unjust,  unreasonable,  preferential  or  prejudicial  rates  on  two 
carloads  of  rough  16-foot  logs  from  Lake  Clear  Junction  on  the 


Adirondack  division  of  the  N.  Y.  C.   to  Fulton  Chain  on  the  same 
division.     Asks  reparation. 
No.  13856.     Charles  C.  Oyler  &  Son,  Cincinnati,  vs.  B.  &  O.  et  al. 

Unreasonable  and  discriminatory  rates  on  shipments  of  peaches 
from  Youngstown,  N.  Y.,  to  Indianapolis,  Cincinnati,  Cleveland 
and  Chicago,  because  of  refrigeration  charges  assessed  by  defend- 
ants. Asks  cease  and  desist  order,  just,  reasonable  and  non-dis- 
criminatory refrigeration  charges,  and  waiver  of  collection  of 
alleged  under  charges  for  refrigeration. 

No.  13857.     Chamber  of  Commerce  of  Selma,  Ala.,  vs.  Alabama  Great 
Southern  et  al. 

Unjust,  unreasonable,  discriminatory  and  preferential  class  and 
commodity  rates  from  Ohio  and  Mississippi  River  crossings  and 
Nashville,  Tenn.,  to  Selma,  Ala.  Asks  cease  and  desist  order  and 
just  and  reasonable  rates. 

No.    13858.     Barnes   Automobile   Co.,   Central   City,    Ky.,   vs.    D.   T.   & 
I.  et  al. 

Unjust,  unreasonable,  discriminatory,  preferential  and  prejudicial 
rates  on  automobiles  and  parts  thereof  from  Detroit,  Mich.,  to 
Madisonville.  Ky.  Asks  cease  and  desist  order  and  just  and 
reasonable  rates. 

No.  13859.    Isabelle  C.  Gilbert  and  Addison  E.  Coddington,  doing  busi- 
ness as  Harry  C.  Gilbert  Co.,  Indianapolis,  Ind.,  vs.  L.  &  N.  et  al. 

Unjust  and  unreasonable  rates  on  canned  tomatoes  from  Liver- 
more,  Ky.,  to  Evansville,  Ind.  Asks  just  and  reasonable  rates  and 
reparation. 

No.   13860.     Monroe  Hardware   Co.,  Inc.,  et  al.,   Monroe,  La.,  vs.  Ala- 
bama &  Vicksburg  et  al. 

Unjust  and  unreasonable  rates  on  manufctured  iron  and  steel 
articles,  L.  C.  L.,  from  points  in  Alabama,  Tennessee  and  Vir- 
ginia to  Monroe,  La.  Asks  just  and  reasonable  rates  and  repara- 
tion. 

No.  13861.    Midvale  Steel  and  Ordnance  Co.,  Philadelphia,  Pa.,  vs.  Di- 
rector General,  as  agent. 

Unjust  and  unreasonable  rates  on  fuel  oil  from  Point  Breeze  to 
Midvale,  Philadelphia,  entirely  within  Philadelphia.  Asks  repara- 
tion. 


Docket  of  the  Commission 


Not*.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  Will  be  noted  elsewhere. 

June  12 — Mason  City,  la. — Examiner  Keeler: 

I.  and  S.  Docket  1553— Switching  at  Mason  City,  la. 
June  12 — Washington,  D.  C. — Examiner  Kelley: 
Valuation  Docket  No.  126 — In  re  tentative  valuation  of  the  property 

of  Western  Pacific  Ry.  Co. 
June  12 — Salt  Lake  City,  Utah — Examiner  Keene: 

12929 — Interstate   rates  on   grain,   grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
June  12 — Kansas  City,  Mo. — Examiner  Fuller: 

Fourth  Section  Apps.  1951,  4784,  4218,  4219.  4220  and  2522,  by  which 
carriers  named  as  parties  thereto  ask  for  authority  to  continue 
rates  for  the  transportation  of  coal  from  Arkansas,  Oklahoma, 
Kansas  and  Missouri  mines  to  Omaha,  Neb.,  St.  Joseph,  Mo.,  Atchl- 
son,  Kan.,  and  related  points,  without  observing  the  provisions  of 
the  fourth  section  act.  (In  connection  with  I.  and  S.  Docket 
1524.  coal  from  the  southwest  to  Omaha,  Neb.,  and  related  points.) 
I.  and  S.  1524 — Coal  from  the  southwest  to  Omaha,  Neb.,  and  related 
points. 

June   12 — Washington,   D.   C. — Examiner  Hartman: 
Valuation  Docket  No.  150 — In  re  tentative  valuation  of  the  properties 
of  Bangor  &  Aroostook  R.  R.  Co.,  Northern  Maine  Seaport  R.  R. 
Co.  and  Van  Buren  Bridge  Co. 

June  12 — St.  Paul,  Minn. — Examiner  Cummlngs: 

Fourth  Section  Apps.  77.  1853,  1966,  4010,  4463,  4544,  804,  829,  3581. 
3983.  1066  3824.  3876.  1902,  553,  2131,  4049  and  many  others  or 
portions  thereof  not  yet  passed  on  by  the  Commission,  filed  on  or 
before  February  17,  1911,  by  which  carriers  parties  thereto  ask 
for  authority  to  continue  class  and  commodity  rates  for  the  trans- 
portation of  traffic  between  points  in  and  adjacent  to  western 
trunk  line  territory  without  observing  the  provisions  of  the 
fourth  section  of  the  interstate  commerce  act. 

June  14 — Argument  at  Washington,  D.  C.: 

»1 — The  Certain-teed  Products  Corp.  et  al.  vs.  A.  T.  &  S.  F   et  al 
I.   and   8.   1468— Building  and  roofing  paper  between  western   trunk 
line  points. 

June  15 — Washington,  D.  C. — Commissioner  Hall: 

12964 — In  the  matter  of  consolidation  of  railway  properties  of  the  U 
S.  into  a  limited  number  of  systems  (southeastern  lines). 

June   16— Washington,   D.   C. — Examiner   R.   W.    Clarke- 

•  Finance  Docket  2405— In  the  matter  of  the  application  of  the  A.  C. 
L.  R.  R.  Co.  to  acquire  control,  by  purchase,  of  the  line  of  the 
Rockingham  R.  R.  Co. 

June  15 — Maben,  Miss. — Mississippi  Railroad  Commission- 
Finance   Docket    No.   2237— In  the   matter  of  the  application  of  the 
National  Line  R.  R.  Co.  for  a  certificate  of  public  convenience  and 
necessity  authorizing  It  to  construct  a  line  of  railroad. 
June  15 — Arguments  at  Washington,  D..  C.: 

I2289 — C.  N.  Dletz  Lumber  Co.  et  al.  vs.  Director-General    Colo,   ft 

Sou  et  al. 

12298— Omaha  Lumber  &  Coal  Co.  et  al.  vs.  Director-General. 
2307— Hydraulic  Press  Brick  Co.  et  al.  vs.  Director  General. 
Finance    Docket  1572— In    the  matter  of  the  application  of  Colo.    & 
Sou.  Ry.  Co.  for  certificate  of  public  convenience  and  necessity  au- 
thorizing abandonment  of  Us  Buena  Vista-Romley  line. 
June  15 — Chicago.  111.— Examiner  Keeler: 

I.  and  S.  1559— Sash  and  doors  from  Pacific  coast  to  New  York    N    Y 

(In  connection  with  I.  and  S.  1545). 
June  16 — Argument  at  Washington,  D.  C. 
12876— Compaignie  Auxlliare  de  Chemlns  de  Fer  au  Bresll  vs.  D.  L. 

12994— Wm.  Cramp  &  Sons  Ship  &  Engine  Building  Co.  vs.  Director- 
General. 

W2— The  Diamond  Match  Co.  vs.  Director  General. 
(09 — American  Mfg.  Co.  vs.  Director  General 

12909  (Sub.  No.  1)— Cross.  Austin  &  Ireland  Lumber  Co.  et  al.  vs. 
Director  General. 


Finance   Docket  1549 — In  the  matter  of  the  application  of  Silverton 
Ry.  Co.  for  certificate  of  public  convenience  and  necessity  author- 
izing it  to  abandon  Its  line. 
June  17 — Kansas  City,  Mo.— Examiner  Fuller: 

I.  and  S.  1530 — Team  track  switching  at  Argentine,  Kan. 
June  17 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1497 — Clayed  or  cotton  burlap  bags  from  various  points  to 

Texas  destinations. 
13410 — Texas  Chamber  of  Commerce  et  al.  vs.  Abilene  &  Southern 

et  al. 
June  17 — Phoenix,  Ariz. — Examiner  Keene: 

13565 — Maricopa    County     Highway    Commission,     Twohy    Brothers 

Company  vs.  Arizona  Eastern  R.  R.  Co.  et  al. 

11541 — Arizona  Corporation  Commission  et  al.  vs.  Arizona  Eastern 
R.  R.  Co.  et  al. 

June    19 — Washington,    D.    C.— Examiner    Shanafelt: 

*  12840— G.  B.  Markle  Co.  (now  Jeddo  Highland  Coal  Co.)  vs.  Director- 

General. 

June  19 — Argument  at  Washington,  u.  C.: 

12653— The  Mangelsdorf  Seed  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12653  (Sub.  No.  1) — The  Mangelsdorf  Seed  Co.  vs.  Director  General 

12695— Rudy-Patrick  Seed  Co.  vs.  I.  &  G.  N.  et  al. 

12695  (Sub.  No.  1)— Rudy-Patrick  Seed  Co.  vs.  Director  General. 

12859— Hixon  Lumber  Co.  vs.  C.  B.  &  Q.  et  al. 

13033— The  Atchison  Board  of  Trade  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

13549 — Divisions  of  joint  rates,  fares  and  charges  on  traffic  Inter- 
changed between  Nevada-California-Oregon  Ry.  and  its  connec- 
tions. 

June  19 — Louisville,  Ky. — Examiner  Cassidy: 

I.  and  S.  1563  and  first  supplemental  order — Live  stock  to,  from  and 

between  points  in  the  southeast. 
13852— Swift  &  Co.  vs.  Ga.  Nor.  et  al. 
13615 — Southeastern  Live  Stock  Assn.  vs.  L.  &  N.  et  al.     Such  fourth 

section  departures  as  may  exist. 
June   19 — Phoenix,   Ariz. — Examiner  Keene: 

12929— Interstate   rates  on   grain,   grain   products   and   hay,    In   car- 
loads, between  points  in  the  western  and  mountain-Pacinc  groups. 
June  20— Hartford,  Conn.— Public  Utilities  Commission  of  Connecticut: 

*  Finance  Docket  2336— In  the  matter  of  the  application  of  the  N.  Y. 

N.  H.   &  H.  R.  R.  Co.  for  a  certificate  of  public  convenience  and 
necessity  authorizing'  it  to  abandon  a  branch  line  of  railroad. 
June  20 — Argument  at  Washington,  D.  C.: 

12722 — Roxana  Petroleum  Corp.  vs.  Director  General,  Wichita  Falls 
&  Northwestern  et  al. 

!794 — Eddy  &  Eddy  Mfg.  Co.  vs.  Director  General,  Mo.  Pac.  et  al. 
?Sf~7?°,?an.a  Petroleum  Corp.  vs.  Director  General,  C.  &  A.  et  al. 
;806  (Sub.  No.  1) — Roxana  Petroleum  Corp.  vs    C.  &  A.  et  al 
il!?3~Jracle,d<VSteel,Co-  vs'  Dlre<:tor  General,  C.  &  A.  et  al. 
13217— Illinois  Glass  Co.  vs.  Director  General,  111.  Term. 
June  21— Washington,   D.  G.— Examiner  Shanafelt: 

13833— Hampton  &  Branchville  R.  R.  &  Lumber  Co.  vs.  A.  C.  L.  et  al. 
Jun«,21— Washington,  D-  P.— Examiner  Marchand: 

Valuation  Docket  41— Chicago,  Terre  Haute  &  Southeastern  Ry.  Co. 
June  21 — Argument  at  Washington,  D    C  • 

S??"8,1-  Lo"ls-San  Francisco  Ry.  Co.  vs.  Nor.  Ala.  et  al. 

et  ~1         y  County  Coal  Corp-  et  al-  vs-  East  st-  Lou's  &  Suburban 

12779— National  Preservers  and  Fruit  Products  Assn.  vs.  Abilene  & 
Southern  et  al. 

12D?recStor°&enera~Nati°naI  Preservers  and  Frult  Products  Assn.  vs. 
Jujne__22— Denver,   Colo.— Examiner^  Hosmer: 

sneral. 
eneral. 

Director- 
Colony   Coal   Co.   vs.   Director-General. 
June  22— Argument  at  Washington,  D.  C.: 

1  2&3WesteVrnSenttai  &  SO"  VS'  Dlrector  General,  Beaumont.  Sour  Lake 
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There  Is  Just  One 

UNIVERSAL 

Parcel  Post  Guide 

AND 

Rate  Book 


And  We  Are 
Its  Publishers 


It  is  the  only  Guide  and  Rate  Book  that  can  be 
used  in  figuring  charges  between  any  two  post 
offices  in  the  United  States,  that  is  good  any^ 
where,  that  is  not  full  of  needless  information 
and  that  may  be  used  indefinitely. 

It  is  accurate,  easy  to  use,  and  up-to-date. 

It  is  printed  on  good  paper,  from  new  type  and 
it  is  splendidly  bound  in  semi-flexible  Keratol. 


READY  NOW 

Delivered  Price  $3.OO 


THE  TRAFFIC  SERVICE  CORP'N,  418  So.  Market  St.,  Chicago,  111. 
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12838— ICIk  Tanning  Co.  vs.  Erie  et  al. 

13018— Borden  Sales  Co.  vs.  Director  General. 

13145— Greene    Cananea   Copper   Co.    vs.    Director   General,    A.    T.    & 

S.  F..  et  al. 
June  23— Washington.  D.  C.— Examiner  Shanafelt: 

•  13726— G.-II. -nil  Flru  Extinguisher  Co.  vs.  Director-General. 

June  23 — Denver,  Colo. — Examiner  Hosmer: 

.  13678— Th.'   Colorado   .Milling  &   Elevator  Co.  vs.   Director-General. 

•  13770 — i,.   \V.   Koper  vs.   Director-General. 
June  23 — Washington,  D.  C. — Examiner  Kelley: 

Valuation  Docket  29 — Macon  &  Birmingham  Ry.  Co. 
June  23—  Argument  at  Washington,  D.  C.: 

12481 — H    J    Helm  Co.  vs.  Director  General.  Pa.  R.  R. 

12739— Daisy  Mfg.  Co.  vs.  A.  &  V.  et  al. 

12901— Wlllard  Coal  Co.   et  al.   vs.   Eastern  Ky.   Ry..   Director  Gen- 
eral, et  al. 
June  23 — Santa  Fe,  N.  M. — Examiner  Keene: 

11541 — Arizona   Corporation   Commission   et  al.   vs.   Arizona   Eastern 

R.  R.  Co.  et  al. 
June  23 — Memphis,  Tenn. — Examiner  Pitt: 

•  Fourth  Section  Application  12122  of  St.  L.   S.  W.   Ry.— Lumber  from 

Fair  Oaks,  Ark.,  to  Memphis.  Tenn. 

•  Fourth  Section  Application  12223  of  I.  C.  R.  R..  Y.  &  M.  V.  Ry  ,  L,.  & 

N    R    R     Sou.    Ry. — Plumbers'    material   from   Louisville,   Ky.,   to 
\i-w  Orleans,  La.     Various  other  miscellaneous  applications. 
June  24— Washington,   D.   C.— Examiner  Shanafelt: 

•  12827— Republic  of  France  vs.  M.  K.  &  T.  et  al. 

'12825 — The  Republic  of  France  vs.  Wheeling  &  Lake  Erie  et  al. 
June  24 — Denver,  Colo. — Examiner  Hosmer: 

.   13787 — Fdward    Grimes    and    Samuel    Friedman,    co-partners,    doing 
business  under  the  firm  name  of  Grimes  and  Friedman,  vs.  A.  T. 

•  13651— Edward    Grim^i    and    Samuel    Friedman,    doing    business    as 

Grimes  and   Friedman,  vs.   A.   T.   &   S.   F.    et  al 

•  13641 — The  James  G.  Noll  Lumber  Co.  vs.  U.  P.  R.  R.  et  al. 
June  24— Argument  at  Washington.  D.  C.: 

12395— Armour  &  Co.  vs.  C.  B.  &  Q.  et  al. 

12410 — Fa'geol  Motors  Co.,  Inc.,  vs.  Director  General.  C.  M.  &  St.  P.. 

1241oa<Sub.  No.  1)— Moreland  Motor  Truck  Co.  vs.  Director  General. 

C.  M.  &  St.  P.  et  al. 

13005 — Welrton  Steel  Co.  vs.  Monongahela  Ry.  et  al. 
I.  and  S.  1528 — Cancellation  of  through  rates  on  apples  from  Pacific 

coast. 
June  24— Santa  Fe,  N.  M.— Examiner  Keene: 

1 2929 — Interstate   rates  on   grain,   grain   products   and   hay.    In    car- 
loads, between  points  In  the  western  and  mountain-Pacific  groups. 
June  26 — Washington.   D.   C. — Examiner  Shanafelt: 
•13718 — M.    Pio'waty    &    Sons,    Inc.,    vs.    Director-General,    Utah-Idaho 

Central  et  al. 

June  26 — Washington,  D.  C. — Examiner  Kelley: 
Valuation  Docket  21 — Carolina  R.  R.  Co. 

Valuation  Docket  37 — Kinston  Carolina  R.  R.  and  Lumber  Co. 
June  26— Argument  at  Washington,  D.  C.: 

12556 — J.   F.  Bloom  &  Co.  vs.   Director  General,   Montpeller  &  Wells 

12573 — Spragiie  Tire  and  Rubber  Co.  vs.  Director  General.  U.  P.  et  al. 

12797 — Firestone  Tire  and  Rubber  Co.  vs.  Director  General. 

12790 — Lincoln  Chamber  of  Commerce  of  Lincoln,  Neb.,  vs.  Director 

General  and  C.  B.  &  Q. 
June  26— Fargo.  N.  D. — Examiner  Kephart: 

•  12967 — C.  H.  Hammond  et  al.  vs.  Midland  Continental  et  al. 
June  26 — St.  Louis,  Mo. — Examiner  Pitt: 

«  9702 — Memphis-Southwestern     Investigation.     (Further     hearing     on 

question  of  fourth  section  relief.) 

Fourth    section    applications    covered    by    fourth    section    order    No. 
7542    as  amended,  respecting  rates  on  classes  and  commodities  be- 
tween Mississippi  River  points  via  routes  operating  west  of  Mis- 
sissippi  River. 
June  27 — Washington,  D.  C. — Examiner  Marchand: 

Valuation  Docket  5 — Supplemental  valuation  of  Winston-Salem  S.  B. 

Ry.  Co. 
June  27 — Argument  at  Washington,  D.  C. : 

13182 — Wichita  Board  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 

12721 — Anderson,  Clayton  &  Co.  vs.  Director  General. 

12485 — Southern  Products  Co.  vs.  Director  General,  Alabama  &  Vicks- 

burg  et  al. 
12365 — Oklahoma  Iron  Works  et  al.  vs.  Director  General,  A.  C.  &  Y. 

et  al. 
June  28 — Washington,  D.  C. — Examiner  Shanafelt: 

•  13583— Burroughs   Adding  Machine   Co.   and   Dalton   Adding  Machine 

Co.  vs.  Mich.  Cent,  et  al. 

June  28 — Salt  Lake  City,  Utah — Examiner  Hosmer: 
»  12482— Ogden  Packing  &  Provision  Co.  vs.  A.  T.  &  S.  F.,   Director- 
General,   et  al. 
June    28 — Washington,    D.    C. — Examiner    Marchand: 

Valuation  Docket  8— Wrightsvllle  &  Tennllle  R.  R.  Co. 

Valuation    Docket   27 — Louisville   &   Wadley  Valley  R.  R.  Co. 
June  28 — Argument  at  Washington,  D.  C.: 

13047— City  of  Detroit  vs.  C.  &  O.  et  al. 

12385 — Dyer  Packing  Co.  vs.  Director  General.  B.  &  O.  et  al. 

13020 — Nivlson-Welskopf  Co.  vs.  Director  General. 

12792 — American  Hominy  Co.  vs.  Director  General. 
June  28 — Washington,  D.   C. — Examiner  Kelley: 

Valuation  Docket  40 — Wadley  Southern  Ry.  Co. 

Valuation  Docket  28 — Albany  Passenger  Terminal  Co. 

Valuation  Docket  25 — Sylvanla  Central  Ry.  Co. 
June   29 — Spokane.   Wash. — Examiner   Kephart: 

•  13709— E.  T.  Chapin  Co.  et  al.  vs.  C.  M.  &  St.  P.  et  al. 

•  13676 — B.  J.  Carney  &  Co.  et  al.  vs.  Director-General,  A.  T.  &  S.  F. 

•  •i  nl. 

June  29 — Argument  at  Washington,  D.  C. : 
12816 — Hocking  Valley  Brick  Co.  vs.   Director  General  and  Hocking 

Valley. 

12846 — Dayton  Malleable  Iron  Co.  vs.  K.  &  M.  et  al. 
12878 — Milwaukee  Western  Fuel  Co.  vs.  Director  General. 

June   30 — Washington.   D.   C. — Examiner   Shanafelt: 

•  13614 — The  Hanging  Rock  Iron  Co.  vs.  N.  &  W.  et  al. 
June  30 — Salt  Lake  City,  Utah — Examiner  Hosmer: 

•  1.  and  S.  1562 — Iron  and  steel  articles  from  Utah  common  points  to 

California  points.     Such  fourth  section  departures  as  may  exist. 
June  30 — Argument  at  Washington.  D.  C.: 
12708— Ballou  Brick  Co.  et  al.  vu.  A.  T.  &  S.  F.  et  al. 


July  1 — Cairo,  111. — Examiner  Oliver: 

*  I    and  S.  1551 — Silica  from  southern  Illinois  points  to  eastern  cities. 

portions   of    Fourth    Section    App.    2045,    1.    C.:    2060,    Tucker;    2138, 
M.  &  O.;  3239  and  3270,  C.  &  E.  I.;  4218,  4219  and  4220,  M.  P. 
July  1— Williamsport,  Pa.— Examiner  Hunter: 

*  13566 — Central  Pennsylvania  Lumber  Co.   vs.   Director-General,   Sus- 

quehanna   &  N.   Y.   et  al. 
July  1 — Seattle.  Wash.— Examiner  Kephart: 
«  13511— Albers  Bros.  Milling  Co.  vs.  Director- General. 
July   3— Buffalo.   N.    Y.— Examiner   Hunter: 

*  13586— Spencer  Kellogg  &  Sons,  Inc.,   vs.   Director-General,   A.  T.   & 

S.  F.  et  al. 
July   3 — Minneapolis,   Minn. — Examiner   Howell: 

*  I    and  S.  1558 — Coal  from  Kentucky,  Tennessee  and  Virginia  to  north- 

ern and   northwestern   points.     Such  fourth  section   departures  as 
may  exist. 
July  3 — Norfolk,  Va. — Examiner  Mackley: 

*  I.  and  S.  1571 — Cancellation  of  commodity  rates  on  strawberries  from 

Virginia  points  to  eastern  destinations. 
July  3 — Seattle,  Wash. — Examiner  Kephart: 

*  12158—  Frye  &  Co.  vs.   G.  N.  et  al. 

*  12158  (Sub.  No.  1)— Swift  &  Co.  et  al.  vs.  G.  N.  et  al. 
July   3— Salt  Lake   City,  Utah— Examiner  Hosmer: 

*  10856— Utah    State    Automobile    Assn.    vs.    A.    T.    &    S.    F.,    Director- 

General  et  al. 
July  3 — Cairo,   111. — Examiner  Oliver: 

*  13733 — Vehicle  Supply  Co.  vs.   111.   Cent,  et  al. 

*  13732— H.  L.   Halliday  Milling  Co.   vs.   Director-General,   M.   &  O. 

*  13734 — Cyrus  C.  Shafer  Lumber  Co.  vs.  Director-General,  111.  Cent. 
July  5— Buffalo,   N.   Y.— Examiner  Hunter: 

«  I.  and  S.  1552— Increased  switching  charges  at  Jamestown,  N.  Y. 
July  5 — MInnaepolis,  Minn. — Examiner  Howell: 

*  13692— Nick  Roller  vs.  M.  St.  P.  &  S.  S.  M. 

*  13708—  Ewart  Grain  Co.  vs.  C.  R.  I.  &  P.  Ry.  et  al. 
July  6 — Minneapolis,  Minn. — Examiner  Howell: 

*  13371 — Washburn-Crosby  Co.   vs.  Director-General. 

<.  13074 — The    Northwestern    Traffic    and    Service    Bureau    vs.    Director 

General,  as  agent. 

July  6 — Richmond,  Va. — Examiner  Shanafelt: 
f.  13764 — Richmond  Guano  Co.  vs.  Aberdeen  &  Rockfish  R.  R.  et  al. 

*  13742 — Virginia-Carolina   Chemical   Co.    vs.    Director   General,    Wash- 

ington &  Choctaw  Ry. 

*  13745 — Virginia-Carolina  Chemical  Co.  vs.  A.  C.  L.  R.  R.  et  al. 

July  6 — Buffalo,  N.  Y.— Examiner  Hunter: 

*  13524 — Hammond  Iron   Works  vs.   Pa.   R.   R.   et  al.:   portions   Fourth 

Section  App.  1563  and  1572,  B.  &  O.:  1625,  McCain. 
July   6 — Louisville,    Ky. — Examiner   McQuillan: 

*  13610 — Henry  Knight  &  Son  vs.   Director-General  and  Sou.   Ry. 

Portions  of  fourth  section  application  1548  of  Sou.  Ry.,  which  re- 
late to  scrapped  tin  cans. 

*  13571 — The  L.  &  N.  R.  R.  Co.  vs.  Cumberland  &  Manchester. 
July  6 — Argument  at  Washington,  D.  C. : 

*  12066 — Construction    and   repair   of    railway   equipment    (C.    R.    R.    of 

N.  J.). 

s  11948 — The  Glacifer  Co.  vs.  American  Ry.  Exp.  Co. 
July  e — gait   Lake   City,   Utah — Examiner   Hosmer: 

*  12325 — Wasatch  Coal  Co.  et  al.  vs.  Director-General. 

*  12328 — Jeremy  Fuel  &  Grain  Co.  et  al.  vs.  Director-General. 
July  7 — Minneapolis,  Minn. — Examiner  Howell: 

*  13657 — W.  H.  Barber  Co.  et  al.  vs.  Alabama  &  Vicksburg  et  al. 
July  7 — Jonesboro,  Ark. — Examiner  Oliver: 

*  13689 — R.  L.  Muse  Lumber  Co.  vs.  Director-General. 
July  7 — Argument  at  Washington,  D.  C. : 

a  12911 — Cement  rates  from  Sugar  Creek,  Mo.,  to  Kansas  City,  Mo. 

*  10421 — Lehigh   Portland   Cement    Co.    vs.    Director   General,    A.    T.    & 

S.  F.  et  al. 

*  10517 — Atlas    Portland    Cement    Co.    vs.    Director   General,    A.    T.    & 

S.  F.  et  al. 
July  8 — Richmond,   Va. — Examiner   Shanafelt: 

*  13743 — Virginia-Carolina  Chemical  Co.  vs.  Director  General,  as  agent. 

*  13744 — Virginia-Carolina  Chemical  Co.  vs.  Director  General,  as  agent. 
July  8 — Dayton,  O. — Examiner  Jewell: 

*  I.  and  S.  1556 — Newsprint  paper  from  Canada  to  Nashville,  Tenn. 

July  10 — Chicago,  111. — Examiner  Cheseldine: 

*  Fourth  Section  Application  2660  of  A.  T.   &  S.  F.  Ry. — Commodities 

between  St.  Louis,  Mo.,  and  points  taking  same  rates  and  Ft. 
Madison,  Shopton,  Macuta  and  Bricker,  la.  Numerous  other  appli- 
cations relating  to  rates  on  classes  and  commodities  between 
various  points. 


various  points. 

July  10 — Trenton.  N.  J. — Examiner  Smith: 

*  13724 — Golding  Sons'  Co.  vs.  N.  Y.  N.  H.  &  H.  R.  R.  et  al. 

July  10 — Detroit,  Mich. — Examiner  Hunter: 

*  13685 — F.    M.   Sibley   Lumber  Co.   vs.    Director  General,   Detroit   Ter- 

minal R.  R.  et  al. 
July  10 — Rocky  Mount,  N.  C. — Examiner  Shanafelt: 

*  13688 — McDearman  &  Garrett  vs.  A.   C.   L.   R.   R.,  Director  General, 

et  al. 
July  10 — Chicago,  111. — Examiner  Howell: 

*  I.  and  S.  1568 — Increased  rates  on  hosiery. 
July   10— Tacoma,   Wash. — Examiner  Kephart: 

*  13761 — Traffic    and    Transportation    Bureau    of    Tacoma    Commercial 

Club  and  Chamber  of  Commerce  vs.  Nor.  Pac.  et  al. 
July   10 — Shreveport,   La. — Examiner   Oliver: 

*  13784 — Crawford  &  Sebastian  Co.  vs.  C.   R.  I.  &  P.  et  al. 
July   10 — New  Orleans,   La. — Examiner  McQuillan: 

*  I.    and    S.    1548 — Cottonseed   oil    from    Oklahoma   producing   points   to 

Louisiana  points. 

Portions  of  fourth  section  application  637  of  F.  A.  Leland. 
July  10 — Indianapolis,   Ind.— Examiner  Jewell: 

*  13679 — Public  Service  Commission  of  Indiana  vs.  Ann  Arbor  et  al. 

*  13671 — The  Public  Service  Commission  of  Indiana  et  al.  vs.  A.  T    & 

&  S.  F.  Ry.  et  al. 
July   10 — Fresno.   Cal. — Examiner  Hosmer: 

*  1.    and    S.    1561 — Estimated    weights    and    package    specifications    on 

dried  fruits. 
July  11 — New  Orleans,  La. — Examiner  McQuillan:        • 

*  I    .and   S.   1554 — Sugar  from   Baton   Rouge,   La.,    to   Mobile,   Ala.,    and 

Gulfport,  Miss. 
July  11 — Indianapolis,  Ind. — Examiner  Jewell- 

*  13695 — Wasmuth-Endicott  Co.  vs.  Wab.   Ry.   Co.  et  al 
«  13691 — Louis  Sagalowsky  vs.  Baltimore  &  Ohio  et  al. 
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Here  is  tragedy. 

The  oldest  Christian  nation 
in  the  world  is  being  cruci- 
fied on  the  cross. 

Only  the  spirit  of  pity  and 
sacrifice  that  came  into  the 
world  after  Calvary  can  save 
Armenia  and  its  people  from 
martyrdom  and  death. 

The  black  dogs  of  famine  are 
tearing  at  the  heart  of  that 
sorrowing  and  forsaken 
country.  They  have  left  ter- 
ror, pestilence  and  death  in 
their  wake. 

Christ  died  to  save  a  world; 


The  Crucifixion 
of  a  Race 


Armenia  is  being  martyred 
for  His  faith. 

Her  fields  are  barren  and 
blasted;  her  people  enslaved 
or  homeless  wanderers;  her 
children  are  old  in  sorrow; 
they  are  the  only  children, 
perhaps,  who  have  never 
laughed. 

"Hostages  of  the  Future" 

These  children  are  the  hope 
of  the  Armenian  people/'tne 
seed  corn  of  a  great  race." 

Owing  to  a  25%  reduction 
in  appropriations,  the  Near 


American  Generosity  has  Saved  the  Lives  of  a  Million  Armenians 


OVOT  10O.OOO  Now  EaM  orphan.  la   Ne 

1  79  Neaw  EaM  Rette/  orphaiuioa. 

e  extending  ov*r  14  mile*. 


EaM 


ISjOOO  bor*  MM!  Bit-It    IB    orphan*!*    M    Almaa- 
dropoL 

2OO.OOO   Kr»oa.>  xr>«d  •  dar  at  the  food  -t»tlon« 


6.2S«  children  lavone  bread  line  In  TiflU. 

Tbeae  children  are  not  on)*  orphani.  fatherleu 
and  mnfhrrleM,  buf  moat  of  them  have  no 
known  relative  and  manv  of  them,  orphaned  In 
mfancv.  do  not  know  their  own  nemea. 

Thev  are  children  of  Christian  martyr*  and  have 
no  hope  ezc*pt  help  from  America. 

Win  TOO  let  then  periah  ! 


NEAR    EAST    RELIEF 


East  Relief  will  be  forced  to 
abandon  25,000  of  them 
within  the  next  few  weeks, 
unless  you  come  to  their 
rescue. 

These  are  not  the  children  of 
the  orphanages,  but  the  chil- 
dren of  the  bread  lines,  who 
will  rejoin  the  ranks  of  the 
thousands  of  children  in 
scanty  rags  who  are  seen  beg- 
ging for  bread  or  wandering 
in  tne  roads  seeking  for  refuse 
unless  you  help  them. 

Five  dollars  a  month,  sixty 
dollars  a  year,  will  save  a  life. 
Can't  we  count  on  you  to 
sign  and  return  the  attached 
coupon  TO-DAY? 

GEORGE    M.    REYNOLDS,    trramirrr. 
Illinola  Committee,  Near  Eaat  Relief, 

It  Sooth   La  Sail*  Street,  Chicago 
I   will  become  ipoiuor   for   the   life  of  a   child. 


Name. 


City State. 
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July  11—  Philadelphia.  Pa.—  Examiner  Smith: 

«  13861—  E.   1.   Dupo&t  de  Nemours  &  Co.  vs.  Director  General,  Dela- 
wnre  &   Hudson,  et  al. 

•  13659  —  Gorgas-Pierle  Mfg.  Co.  vs.  Director-  General. 
July  11  —  (,'hicago.  111.  —  Examiner  Howell: 

•  13403—  Ulobe  Rendering  Co.  vs.  Director  General. 

•  13370  —  The  Clay  Products  Co.  vs.  Director  General. 
July  11—  Chicago,  111.—  Chief  Examiner  Quirk: 

13510  —  liiiltlmore  Chamber  of  Commerce  et  al.  vs.  A.  1.  &  i>.  V.  et  al. 


N.   R. 


CtatU-oo- 
R.;   2045.   I.  C. 


D.  C. — Examiner 

..pplication  Nos.  601.  A. 

Sou.  Ry.;  484,  G.  &  S.  I.  R.  R.;   12096, 
11.  R.;  1625,  C.  C.  McCain  and  others. 
July  12— Philadelphia,  Pa.— Examiner  Smith: 

*  il760— Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pennsylvania  R.  R.  et  al. 

*  13662 — Duquesne   Slag   Products   Co.    et   al.   vs.    Pennsylvania   R.    R. 

et  al. 
July  12— Argument  at  Washington,  D.  C.: 

*  6606 — Southern  Pacific  Co.'s  ownership  of  Atlantic  S.  S.  Lines. 

*  11824 — Farley  &  Loetcher  Mfg.  Co.  et  al.  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 
July  12— Chicago,  111.— Examiner  Howell: 

*  12873— C.  A.  Ailing,  doing  business  as  Forest  City  Cotton  Oil  Co.,  vs. 

Director  General. 
»  13499— Konz  Box  and  Lumber  Co.  vs.  Director  General,  M.  St.  P.  & 

S.  S.  M..  et  al. 

July  12 — New  Orleans,  La. — Examiner  McQuillan: 
»  I.  and  S.  1557 — Manure  from  New  Orleans,  La.,  to  points  in  Alabama 

and  Mississippi. 
July  12 — Kalamazoo,  Mich. — Examiner  Hunter: 

*  13157 — Western   Paper   Makers'   Chemical   Co.   vs.    Director   General, 

Alabama  Central  R.  R.,  et  al. 
July  12 — Savannah,  Ga. — Examiner  Shanafelt: 
'13441— The  Southern  Cotton  Oil  Co.  vs.  Director  General. 
July  12 — Lake  Charles,  La. — Examiner  Oliver: 
»  13051— R.   L.   Abbott  et  al.   vs.  Director  General,  C.   R.   I.   &  P.   Ry. 

et  al. 
July  12 — Portland,  Ore.— Examiner  Kephart: 

*  13628 — OIney-Hart,    Inc.,    operating    the     Stewart-Warner     Products 

Service  Station,  Spokane,  Wash.,  vs.  C.  M.  &  St.  L.  et  al. 

*  13541 — Carlton   Consolidated   Lumber   Co.   vs.    Director-General,    and 

Sou.  Pac. 
July  12 — Los  Angeles,  Cal. — Examiner  Hosmer: 

*  1388 — Holly  Sugar  Corp.  vs.  Director-General. 
July  13 — New  Orleans,  La. — Examiner  McQuillan: 

*  13736 — New  Orleans  Joint  Traffic  Bureau  vs.  Arcade  &  Attica  R.  R. 

et  al. 
July  13 — Chicago,  111. — Examiner  Howell: 

*  13719 — Armour  Fertilizer  Works  vs.  Director  General. 

*  13687 — Armour  &   Co.   vs.   Director  General,   portions   Fourth   Section 

Appl.  1561.  N.  &  W.;  1952,  L.  &  N. 
July  13 — Grand  Rapids,  Mich.— Examiner  Hunter: 

*  13655 — Grand  Rapids  Terminal  Belt  Ry.  Co.  vs.   Pere  Marquette  Ry. 

et  al. 

*  13431 — Miehigan  Paper  Mills  Traffic  Assn.  vs.  Michigan  Central  R.  R. 

et  al. 
July  13 — Argument  at  Washington,  D.  C. : 

*  12026 — Board   of  Railroad   Commissioners  of  the   State  of  South   Da- 

kota vs.  Ahnapee  &  Western  et  al. 

*  13117 — Little   Fork  Coal  Co.   vs.   Eastern   JCy.   Ry.,   Director  General 

et  al. 

*  11203— Standard  Paint  Co.  et  al.  vs.  Director  General,  A.  &  V.  et  al. 
July  13 — Macon.  Ga. — Examiner  Shanafelt: 

»  13017 — Ideal  Supply  Co.  vs.  Southern  Ry.  Co.  et  al. 

*  13696 — Bibb  County  Farm  Bureau  vs.  Central  of  Georgia  Ry.  et  al. 
July  13 — Portland,  Ore. — Examiner  Kephart: 

*  13596— Pacific  Grain  Co.  vs.  Director-General,  O.-W.  R.  R.  &  N.  Co. 

et  al. 

*  13597 — Pacific  Grain  Co.  Inc.,  vs.  Director-General,   Nor.  Pac. 
July  14 — St.  Louis,  Mo. — Examiner  Jewell: 

*  I.   and   S.   1544 — Cancellation   of  L.   C.   L.   commodity   rates   from   St. 

Louis,  Mo.,  to  southeastern  Missouri  points. 
July  14 — New  York,  N.  Y. — Examiner  Smith: 

*  13177 — Winslow  &  Co..  Inc..  vs.  Director  General. 
July  14 — Chicago,  111. — Examiner  Howell: 

*  10804 — Barnett  Oil   and  Gas   Co.   vs.   Director   General,    Louisville   & 

Nashville  et  al. 

*  13698 — Thomas  Madden,  Son  &  Co.  et  al.  vs.  Director  General,  Chesa- 

peake &  Ohio  Ry.  et  al. 
July  14 — Houston,  Tex. — Examiner  Oliver: 

*  13720 — Standard    Rice    Co.,    Inc.,    vs.    Galveston,    Harrisburg    &    San 

Antonio  Ry.  et  al. 


July  14 — Macon,  Ga. — Examiner  Shanafelt: 

*  13735— Shadburn  Bros.  vs.  Baltimore  &  Ohio  et  al. 

*  13794 — Macon  Chamber  of  Commerce  vs.  Louisville  &  Nashville  et  al. 
July  14 — Argument  at  Washington,  D.  C.: 

»  12881— Jesse  E.   Isgregg  and  Clifford  Connerly  vs.  Director  General, 

*  13112 — Clay  County   Coal  Operators'  Assn.   et  al.   vs.  Cumberland  & 

*  13192— Luca^E.1  Moore  Stave  Co.,  Inc.,  vs.  Director  General,  A.  T.  & 

*  12908-^Terre'  Haute,   Indianapolis  &  Eastern  Traction  Co.  et  al.  vs. 

Director  General. 
July   14 — Portland,  Ore.— Examiner  Kephart: 

*  13776— The  Portland  Flouring  Mills  Co.   vs.  G.  N.  et  al. 

*  13788— The  Portland  Flouring  Mills  Co.  vs.  S.  P.  &  S.  et  al. 
July   14 — San   Diego,   Cal. — Examiner  Hosmer: 

*  13686— Chas.   S.  Hardy  vs.  Director-General. 

*  13701— The  Spreckels  "Savage"  Tire  Co.  vs.  A.  T.  &  S.  F.  et  al. 
July  15 — Portland,  Ore. — Examiner  Kephart: 

fourth    section    application    12125    of    S.    J.    Henry-Rates    between 
north   Pacific   coast   points— L.    C.    L.    commodity    rates    to    Grays 
Harbor  and  Willapa  Bay  points. 
July  15 — Austin,  Tex. — Examiner  Oliver: 

*  13072— In  the  matter  of  a  regulation  prescribed  by  the  Railroad  Com- 

mission of  Texas  requiring  carriers   to  slat  stock  cars  for  trans- 
portation of  watermelons  in  Texas. 
July  15— St.  Louis,  Mo.— Examiner  Jewell: 

*  13625— Mid-Continent   Equipment   and    Machinery   Co.    vs.    M.    &   O. 

*  13670— The  Walter  A.   Zelnicker  Supply  Co.   vs.  Chesapeake   &  Ohio 

Ry.  et  al. 

July  15 — Argument  at  Washington,  D.  C.: 

*  12885— United  States  Nickel  Co.  vs.   Director  General,   Raritan  River 

R.  R. 

*  12707— Chapin-Sacks  Corp.  vs.  A.  C.  L. 
July  15— New  York,  N.  Y.— Examiner  Smith: 

*  13221— The  Thomas  Iron  Co.  vs.  Lehigh  &  Hudson  River  Ry.  et  al. 
July  15 — Macon,   Ga. — Examiner  Shanafelt: 

»  13011 — Macon  Chamber  of  Commerce  vs.  C.  N.  O.  &  T.  P.  Ry.  et  al. 

*  13016 — Macon  Chamber  of  Commerce  vs.  A.  C.  L.  R.  R.  et  al. 
July  17 — Chicago,  111. — Examiner  Howell: 

*  13663— J.  D.  Hollingshead  Co.  vs.  M.  K.  &  T.  Ry.  et  al. 

*  13697 — Chicago  Fire  Brick  Co.  vs.   C.  &  E.   I.   R.   R.  et  al.,  portions 

Fourth  Section  Appl.  696,  Leland:  1606,  Fulton. 
July  17— New  York,  N.  Y.— Examiner  Smith: 

*  13349 — David  Kaufman  &  Sons  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 

*  13544 — Hooker    Electro   Chemical   Co.    et   al.    vs.    Atlantic    City    R.    R. 

et  al. 
July  17 — Meridian,  Miss. — Examiner  McQuillan: 

*  13285 — Imperial  Cotton  Oil  Co.  vs.  Ala.  Gt.   Sou.  R.  R.  et  al. 

*  13391 — Meridian  Fertilizer  Factory  vs.  M.  &  O.  R.  R.  et  al. 
jufy  17 — St.  Louis,  Mo. — Examiner  Jewell: 

*  10912— Acme    Cement    Plaster    Co.    vs.    Director   General,    Pere    Mar- 
s' 10950 — Acme  Cement  Plaster  Co.  vs.  Director  General.  A.  T.  &  S.  F. 

ct  a.1 

*  10951    (Sub.    Nos.   1    and   2) — Acme   Cement   Plaster  Co.   vs.   Director 

General,  Quannah,  Acme  &  Pacific  Ry.  et  al. 

*  10952— Acme    Cement    Plaster    Co.    vs.    Director    General,    Quannah, 

Acme  &  Pacific  Ry.  et  al. 
July  17 — Argument  at  Washington,  D.  C. : 

*  13039— Hidalgo  Steel  Co.,  Inc.,  vs.  P.  R.  R. 

*  13164 — American  Splint  Corp.  vs.   Director  General. 

*  13010 — New  York  Dock  Ry.  vs.  B.  &  O.  et  al. 
July  17 — Atlanta,  Ga. — Examiner  Shanafelt: 

a  9966 — Hudson  Mule  Co.  et  al.  vs.  L.  &  N..   Director  General  et  al. 
>s  9967 — Hudson  Mule  Co.  et  al.  vs.  L.  &  N..  Director  General,  et  al. 

*  10090 — Hudson  Mule  Co.  et  al.  vs.   N.   C.  &  St.  L.,  Director  General. 

et  al. 

t  10469 — Hudson  Mule  Co.   et   al.   vs.   Director   General,   A.   T.    &   S.   F. 
et  al 

*  Portions  of  fourth  section  applications  458  and  1952  as  described  in 

fourth  section  order  8035. 

July   17 — Milwaukee,  Wis. — Examiner  Hunter: 

*13725 — Pleasant    Valley   Farms   and   Morey   Condensery   Co.    vs.    Di- 
rector General. 

July  17 — phoenix,  Ariz. — Examiner  Hosmer: 

*  I.  and  S.  1555— Class  arbitraries  between  stations  on   Globe  division 

of   Arizona  Eastern   R.   R. 
July  18 — Waco,  Tex. — Examiner  Oliver: 

*  13813 — Archnehold  Automobile  Supply  Co.  et  al.  vs.  Albany  Southern 

R.  R.  et  al. 

*  13656— Early-Foster  Co.  vs.  A.  T.  &  S'.  F.  Ry.  et  al. 
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Three 
Exclusive  Features  of 

Mid -West  Boxes 


i 


2 


Triple  tape  corners — a  patented 
reinforcement  that  prevents 
tapes  splitting  and  peeling. 

Offset  score — makes  end  flaps 
close  with  a  tight,  strong,  per- 
fect contact. 


O  Waterproof    corrugated    con- 
**  tainers.     Ideal    for   export,    for 
conditions  or  contents  that  de- 
mand complete  protection  from 
heat,  cold  and  water. 


A  corps  of  experienced  pack- 
age designers  are  maintained 
to  help  our  customers  solve 
their  packing  problems.  Our 
"Perfect  Package"  Data  Sheet 
has  saved  other  concerns 
thousands  of  dollars — free  on 
request. 


MID- WEST  Box  COMPANY 


Corrugated 

Fibre  Board 

Products 

Factories 

Anderaon.  Indians 

Kokomo.  Indiana 

Cleveland,  Ohio 

Fairmont.  W   Va. 

Chicago 


Solid  Fibre 
Containers 

General 
Offices 

Conway  Building 
Chicago 


We  operate  OUT  own  Boxboard  and  Straioboard  Mill* 
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A  Warehouse 

that  is  on 

the  Firing  Line. 


^  I  AHAT  is  where  you  want 
your  merchandise- -at  the 
point  most  directly  in  contact 
with  the  markets  in  which  you 
aim  to  sell  it. 


To  Promote  and  Expedite  Your  Trade  With  the  Vast  West 
and  Southwest,  You  Will  Find  No  Greater  Facility  Than 
This  Modern  Warehouse  of  Fifteen  Thousand  Tons 
Capacity,  Operated  As  a  Part  of  the  Most  Complete 
System  of  Freight-  Handling  Facilities  in  America. 


In  The 
Great  St.  Louis  Gateway 

operated  in  conjunction  with  nine 
"universal"  off-track  freight  depots 
and  a  fleet  of  tractors  and  semi-trailers. 


You  will  learn  something  interesting  of 
the  advantages  of  a  modern  warehouse 
if  you  will  write  for  one  of  these  booklets 

to  the 


Columbia  Terminals 
Company 

ST.  LOUIS 
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Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
Reasons  of  the  year  and  in  any  weather. 

Writ*  Imr  /r/uirracea1  Book.  Port  Mar,  mnj  Hmraor  Wormaf <on 

Board    of    Harbor    Commissioners 

LOS  ANGELES,  U.  S.  A. 


Consult  us  regarding  your 
WAREHOUSING 


CHARLES 
RIVER 
STORES 
Direct 
Connection 
With 

Boeton  end 
'    M.lne 
Railroad 


STORAGE 

DISTRIBUTION 

Daily  Deliveries  by  Zone  System 
within  ten  mile  radius 


Quincy  Market  Cold  Storage  and  Warehouse  Co. 


GEORGE  S.  LOVEJOY 

Manager  General  Storage  Department 
178  Atlantic  Avenue,  Boeton,  Mas*. 

Total  General  Storage  Capacity 
10,329,000  Cubic  Feet 


Wharfage  and  Dockage 

Free  Stores 

Custom*  Bonded  Stores 
Internal  Revenue  Bonded  Stores 


BATTERY 
WHARF  AND 
CONSTITU- 
TION 
STORES 
Direct 
Connection 
With  Union 
Freight 
Railroad 
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Customs  House  Brokers 


FOR 


MEXICO 

BRENNAN  &  LEONARD 

Cuttoms  House  Broken,  Forwarding 
and  Clearing  Houte  Agent* 

LAREDO,  TEXAS 

Branche.  In  all  Principal  Citle.  In  the  Republic  of  Meiico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Port  of 

New  Bedford 

(Mass.) 

The  Southern  Gateway 

of 

Industrial  New  England 


Rapidly  growing  as  shipping  point  for 

Azores  Islands 
Cape  Verde  Islands 
Lisbon,  Portugal 
Mediterranean  Ports 

Has  large  sheltered  harbor. 
Channel  depth  25  ft.  at  low  tide. 

Modern  steel  and  concrete  pier  accommo- 
dations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y.  N.  H.  &  H.  railroad  with 
tracks  direct  from  pier. 

1,250,000  sq.  ft.  modern  warehouse  space, 
part  of  which  is  at  water's  edge. 

Much  Quicker  Service  and  Lower 

Handling  Charges  Than  in  Most 

of  the  More  Congested  Ports 


An  Opportunity  for  Shipping  Men! 

Recognized  as  the  chief  cotton  concentration 
point  in  New  England,  this  port  handles 
annually  750,000  bales. 

Mills  consuming  1,250,000  bales  each  year 
are  within  easy  motor  trucking  distance. 

This  cotton  could  come  more  cheaply  by 
water  and  would  do  so  if  direct  water  connec- 
tion with  Southern  ports  were  established. 


Full  Co-operation  in  Developing  Port  Traffic 
Will  Be  Given  by 


David  Duff  &  Son 

(Coal— Tow  Boat  Service) 
Green  &  Wood  (Lumber) 
Gunning  Boiler  &  Mach.  Co. 


New  Bedford  Boiler  &  Mach.  Co. 
New  Bedford  Storage  Warehouse  Co. 
Slocum  &  Kilburn 

(Mill,  Electrical  and  Ship  Supplies) 


New  Bedford  Board  of  Commerce 
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The  San  Antonio  and  Aransas  Pass  Railway  Co. 


J.  S.  Peter. 

Viee-Pres.  &  Gen.  Mgr.. 
San   Antonio,  Tex. 

J.  C.  Mangham. 
Gen.  Frt.  Aft.. 
San   Antonio,   Tex. 

J.  B.  Brooks. 
A.  G.  F.  A.. 

San   Antonio.  Tex. 

II.  «.  Franks. 
Gen.   Agt.   Frt.   Dept., 
San  Antonio,  Tex. 

W.  A.  Springall, 
Com.  Agt., 
San   Antonio,  Tex. 


A.  K.  (  anfield, 

Agt., 
llnu-tiin.   Tex. 


>VN:*M  E:  x  i  c  o 

SPEEDY, 
ACCURATE, 

AND 

ACCOMMODATING 
PERFORMANCE 


Making  close  connection  with  the  Freight  Service  on  all  principal  lines  with  which  we  connect  • 
our  seivice  is  unexcelled  with  through  fast  freight  trains  for  carload  and  package  freight  making  the 
time  between  terminals  shown  below,  also  to  Mexico  via  Laredo. 

List  of  Direct  Connecting  Rail  Lines: 


FBOM 


•Vac* 

(  atnrron 

•••MM 

*••  Antonio 


IS     , 


11    " 


2«  hr,. 

n  •• 
>1  " 

II   •• 


l.lrrdo  >la  »llrr 


M 


It 
t 


UHkra. 
11      •• 


Below  is  approximate  service  in  days  from  following  cities  and  River  Crossings: 


FKOM 

K»n»»«   <  II) 
SI.  l.onU 

M.  mphl. 

Htm 


TO 


J 

4 

•K    " 


1     day. 

*H 
r     "* 


C«ra«s  OrtsM 


«M    " 


Proportionate  service  to  above  is  rendered  to  all  intermediate  points. 


Aransas  Harbor  Terminal  Railway 

Fredericksburg  &  Northern  Ry. 

Gulf  Coast  Lines 

Gulf  Colorado  &  Santa  Fe  Ry. 

International  &  Great  Northern  Ry. 

Missouri,  Kansas  fit  Texas  Ry. 

Southern  Pacific  Lines 

San  Antonio,  Uvalde  &  Gulf  R.  R. 

San  Antonio  Southern  Ry. 

St.  Louis  Southwestern  Ry.  (Cotton  Belt) 

Sugar  Land  Ry. 

Trinity  fit  Brazos  Valley  Ry. 

Texas  Mexican  Ry. 
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HISTORY  OF  THE  "MORGAN  LINE" 

Shows   Public    Benefit    From    Railroad    Ownership]  of  j  a 

Connecting  Steamship  Line 


By  L.  J.  SPENCE,  Director  of  Traffic 


The  history  of  the  operation  between  Gulf  ports  and  New  York  of  the  steamship  line  of  the 
Southern  Pacific  Company,  commonly  known  as  the  "Morgan  Line,"  exemplifies  the  advantage  to 
the  shipping  public  of  a  steamship  line  owned  and  operated  by  a  railroad  as  a  connection  as  dis- 
tinguished from  a  parallel  steamship  line. 

This  steamship  line  comprises  more  than  one-half  of  the  average  mileage  of  the  SUNSET 
ROUTE  between  California  and  New  York  and  has  continuously  operated  when  the  service  of 
other  steamship  lines  has  been  curtailed  or  suspended.  For  example,  upon  the  outbreak  of  the 
Spanish-American  War,  when  all  other  coastwise  vessels  passing  through  the  Florida  Straits 
between  the  Florida  and  Cuban  coasts  were  withdrawn,  the  service  of  the  "Morgan  Line"  was  con- 
tinued and  the  war  risk  upon  all  merchandise  was  assumed  by  the  Southern  Pacific  Company. 
After  the  outbreak  of  the  World  War,  when  a  considerable  number  of  other  vessels  were  diverted 
from  the  coastwise  service  to  enjoy  the  enormous  profits  available  in  trans-Atlantic  business,  the 
regular  sailings  of  the  "Morgan  Line"  were  maintained. 

The  moral  to  be  drawn  is,  that  while  other  steamships  may  be  diverted  from  regular  coast- 
wise service  at  any  time  that  a  more  profitable  field  may  be  open  to  them,  the  incentive  of  a  railroad 
to  continue  the  ngiilar  <,  iteration  of  a  connecting,  steamship  line,  upon  which  it  depends  for  direct 
access  to  an  important  section  of  the  country,  is  absolutely  controlling  and  is  a  guarantee  to  the 
public  of  a  regularity  and  permanency  of  service  which  cannot  be  otherwise  assured. 
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Mm  YortM     ' 


TERMS  OF  SUBSCRIPTION 

ONE  YEAR 1    .    .  .    JIO.OO 

SIX  MONTHS 6.00 

THREE  MONTHS J.OO 

SINGLE  COPY    .  .» 


4IW30  South  Market  Street. 
CHICAGO.  ILL 


Colorado  Building. 
WASHINGTON.  D.  C. 


PUBLIC  OPINION  ON  SHOP  CONTRACTS 

I'ler  it  a  railroad's  own 
how  it  arranges  to  have  its  equipment   repaired,  it  may 

-urprising  tr,  find  a  growing  atiKiiint  of  sentiment,  in 
unexpected  quarters,  against  the  j>ra<  tin-  of  farming  nut 

•  motive   ami   car   repair-        I'll,      egal    aspects   ..l"    the 
i|ii«  stion  all  favor  th<-  side  of  the  cai  I  In-  right  <>f 

T.I.  t.  it  has  been  pointed  nut,  i-  »f  sin  h  prime  impor 
tancc  that  there  i-  -mnc  doubt  whether  the  findings  of 
th«-  Kailmail  Labor  Hoard  in  tin-  Indiana  Harbor  !'.«  It 
<•  would  stand.  «\<n  if  the  bn.iid  had  |>o\vi-r  1< -gaily 
In  enforce  n-  .|i.  i-ion.  The  fact  i-,  however,  that  many 
thinking  |«  •  rinding  sonic  railroad  nu-n,  recog- 

nize, in  some  of  these  contracts,  an  evasion  of  the  law — 
an  evasion  which  they  consider  none  the  Ie^>  reprehen- 
sible btTaii-,  it  i-  le^al.  If  for  no  other  reason  than  be- 
cause they  ought  to  -true"  to  keq>  in  the  good  graces  of 
the  public,  the  railroads  ought  carefully  to  cnn.sider  i 
case  separately  before  -tepping  into  contracts  that  may 
be  enticing  from  a  financial  point  of  view. 

\Ve  rlo  not  wish  to  be  understood  as  condemning 
all  shop  contract-  Those  that  wt  re  entered  into  before 
wages  were  put  under  the  control  of  the  government 

iit  to  be  allowed  to  stand,  and  there  doubtless  are 
iien-  new  contracts  are  necessary  and  equit- 
able. \Ve  have  in  mind  the  locomotive  repair  contracts 
that  the  C'.>mmi--.inn  in\  e-tigated  last  Fall  as  exami 
of  the  kind  of  contracts  that  the  railroads  ought  to  be 
permitted  to  make  at  their  own  discretion. 

<  >ther  examples,  not  so  equitable,  come  to  mind, 
however.  Railroads  have  been  known  to  make  contracts 
with  loosely  organized  operating  companies.  Under 
these  contracts  the  shops  of  the  carriers  were  used,  and 
the  overhead  was  paid  and  the  material  furnished  by  the 
carriers.  The  only  burden  of  the  contracts  was  the 
stipulation  of  a  set  price  to  l.e  paid,  by  the  hour  or  by 
the  piece,  by  the  railroads  to  the  operators  for  the  per- 


forming of  certain  work.  These  prices  wore  substan- 
tially below  the  scales  approved  by  the  Railroad  Labor 
MoanL  and  out  of  them  came  the  profit  made  by  the 
operating  company.  The  result  was  a  wage  to  the  men 
sufficiently  below  the  scales  to  arouse  their  wrath. 

Should  the  strike  of  the  shop  crafts  materialize,  tin- 
question  of  contract  repairs  will  be  brought  sharply  to 
the  attention  of  the  public  Unless  the  carriers  do  some- 
thing to  clean  house  in  this  respect,  they  must  expect  to 
lose  some  of  the  support  of  fairmindcd  persons  that  they 
would  otherwise  ha\e. 


A  STRIKE? 

In  spite  of  the  fact  that  this  seems  a  remarkably 
inopportune  time  from  their  owijf  point  of  view— for  a 
-Hike  nl"  railroad  employes,  ,md  in  spite  of  the  fact  that 
the  simp  and  maintenance  workers  would,  apparently, 
have  to  \\..rk  out  their  plans  without  the  support  nf  the 
train  service  men  and  the  general  public,  we  are  in- 
clined to  believe  that  there  will  !»•  a  strike. 

This  belief  rests  mi  an  analysis  nf  what  the  leaders 
nf  the  unimi.s  involved  have  said  in  the  last  fortnight, 
and  the  impressions  regarding  their  position  that  the\ 
have  -permitted  to  be  spread.  Considering  the  state 
ment  issued  by  Mr.  Jewell,  immediately  following  the 
decision  of  the  Railroad  Labor  Board  cutting  the  wages 
of  shop  workers  lit  came  perilously  near  being  issued 
before  that  decision  was  promulgated),  and  considering 
the  attitude  adopted  by  Mr.  Gompers,  Mr.  Fitzgerald, 
•  :::  1  Labor,  the  official  organ  of  all  the  so-called  stand- 
ard railroad  unions,  there  appears  to  be  little  possibility 
of  the  union  leaders  receding  from  their  position  at  so 
late  a  day. 

Nothing  short  of  reversal  by  the  board  of  its  wage 
cut  decisions  would  save  these  in  the  eyes  of  their  mem- 
bership now.  So  far  as  Jewell  and  his  council  are  con 
cerned,  not  to  strike,  in  the  absence  of  a  removal  of  tin- 
wage  cuts  and  a  reinstatement  of  time-and-one-half  for 
overtime  beyond  eight  hours,  would  be  as  much  of  a 
personal  defeat  as  would  the  loss  of  a  strike.  They 
have  talked  themselves  into  a  corner.  They  may  stay 
there  and  starve,  or  they  may  try  to  emerge  and  die  in 
the  attempt.  The  latter  course  would  give  them  one 
small  chance — the  former  none  at  all.  That  is  why  we 
think  they  will  adopt  the  latter. 

Without  the  aid  of  at  least  some  of  the  train  serv- 
ice men  or  switchmen,  with  the  public  properly  apprised 
of  the  fact  that  their  wages  an-  still  above  the  level  of 
those  in  other  industries,  and  with  a  large  number  of 
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GILF,  MOBILE  *  XOBTHEBfl 

RAILROAD 
AMD  oomnecnom 


Gulf,  Mobile  and 
Northern  Railroad 

Maintains  Daily  Through  Fast  Freight  Schedules 

via  connections  at  Bells,  Jackson,  Middle- 
ton,  Tennessee,  New  Albany,  Newton, 
Laurel,  Miss.,  and  Mobile,  Alabama,  afford- 
ing quick  deliveries  between  Northern  cen- 
ters and  Southern  and  Southwestern  points. 


SOUTHBOUND 

9:30  AM  4:30  PM  Lv.  Jackson  Ar. 
5:00  PM  12:30  AM  Lv.New Albany  Ar. 
4:39  AM  1:20  PM  Ar.  Newton  Lv. 

5:00  PM  Ar.  Meridian  Lv. 
7:40  AM    4:30  PM  Ar.  Laurel       Lv.  11:40  PM 

4:10  AM  Ar.  Mobile      Lv. 


NORTHBOUND 
10:20  PM    8:50  AM 

3:00  PM 

2:30  AM 


1:45  AM 
12:25  PM 
9:50  AM 
9:30  AM 
10:00  PM 


THE  ROAD  OF  SERVICE 

Offices  at: 
CHICAGO,'  ILLINOIS  KANSAS  CITY,  MISSOURI 

551  Marquette  Bldg.  737  Railway  Exchange  Bldg. 

DETROIT,  MICHIGAN  MEMPHIS,  TENNESSEE 

704  Free  Press  Bldg.  436  Bank  of  Commerce  Bldg. 

ST.  LOUIS,  MISSOURI  NEW  ORLEANS,  LOUISIANA 

426  Pierce  Bldg.  1012  New  Hibernia  Bldg. 

MOBILE,  ALABAMA,  71  Conti  Street 


WHEN  You  SHIP 

Look  at  the  map  and  see  how  thoroughly  the  Illinois  Traction 
System  serves  the  state  of  Illinois  and  the  St.  Louis  territory;  and 
keep  in  mind  that  this  System  has 


Joint  freight  rates. 

Track  connections  with  steam  roads. 

Centrally  located  freight  houses. 


Standard  M.C.B.  equipment. 
Switching  arrangements  that  reach   all  in- 
dustries in  St.  Louis,  Peoria,  and  other  points. 


SA/i>  To-day —Its  there  Tomorrow 

Fast    highball    freight    service.     Really    an    express    service    at 
freight  rates. 


The  traffic  department  watches 
over  your  shipments  with  a  per- 
sonal interest. 

W.  H.  WYLIE,  Traffic  Manager 
Peoria,  111. 


[ILLINOIS  TRACTION  SYSTEM 

LINES)      


June  17.  1922 
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men  out  of  work  and  willing  to  work,  the  shop  and 
maintenance  men  cannot  win.  Even  if  the  clerks  and 
freight  handlers  joined,  the  job  would  be  impossible, 
for,  in  the  first  place,  these  organizations  represent  con- 
siderably less  than  all  of  the  men  of  those  classes,  and, 
in  the  second  place,  trains  could  run  without  their  aid 
for  a  long  time.  The  possibility  of  the  train  service 
brotherhoods  rendering  aid  to  the  American  Federation 
of  Labor  is  remote;  the  failure  of  the  railway  employes' 
department  to  rally  round  the  brotherhoods  last  fall 
precludes  that.  There  is  some  possibility,  however,  of 
many  non-organized  shopmen  and  clerks  joining  the 
-trike,  for  they  know  well  that  they  are  dissatisfied  with 
the  new  scale  of  wages,  even  though  large  numbers  of 
them  do  not  know  that  a  stnkr  could  not  alter  a  deci- 
sion already  promulgated. 

All  this  <lis.  us-inn  i-,  of  cour-c.  premature.  But 
there  is  little  doubt  that  the  shop  and  maintenance  men 
will  turn  in  a  strike  vote.  All  they  have  to  answer  is: 
"I)o  you  favor  lower  wages?"  And  the  answer  is  obvi- 
ous. \Vc  do  not  agree  with  those  of  the  carriers'  execu- 
tives who  are  trying  to  make  it  appear  that  the  men 
were  expecting  a  cut  and  were  satisfied  with  it.  We 
think  intelligent  propaganda  among  the  men  to  the 
effect  that  a  strike  would  be  unjustified  and  futile,  and 
that  it  is  being  engineered  for  the  benefit  of  their  lead- 
ers, would  do  more  to  clear  the  situation  than  for  the 
executives  to  meet  in  conclave  and  is-ue  statements  tell- 
ing the  men  what  their  innermost  thoughts  arc. 


If,  as  Mr.  Lasker  and  some  other-  would  have  it,  an 
American  shipper  who  uses  foreign  bottoms  instead  of 
Shipping  Board  vessels  because  he  profits  financially  by 
so  doing,  is  unpatriotic,  why  i-  not  .1  -hip  operator  who 
will  not  operate  Shipping  Board  ve--c-!s  without  a  sub- 
sidy also  unpatriotic? 


SUBSIDY  A  SUBSTITUTE  FOR  BOOZE 
Another  phase  of  the  subsidy  problem  is  developed 
by  the  complaint  of  the  Busch  family,  of  St.  Louis,  that 
liquor  <-d  on   American   ships  outside  the  three- 

mile  limit.  Chairman  Lasker.  of  the  Shipping  Board, 
eloquently  points  out  that  this  liquor  business  is  legal 
and  that  it  must  bf  continued  if  American  ships  are  to 
meet  foreign  competition  in  the  carrying  of  passengers. 
Why  not  apply  the  subsidy  remedy  instead  of  sell- 
ing liquor  on  American  vessels,  either  inside  or  outside 
the  three-mile  limit,  thus  giving  cause  for  sneers  as  to 
the  good  faith  of  the  United  States  government  in  en- 
forcing its  own  laws  against  its  own  officers?  A  sub- 
y  could  be  given  to  American  passenger  vessel  oper- 
ators or  owners  that  would  enable  them  to  offer  rates 
attractive  enough  to  induce  all  but  the  most  abnormally 
thirsty  to  forego,  for  the  brief  time  necessary  to  make 
the  trip  arro-s.  the  irrigation  of  their  alimentary  canals. 
I-  Mr.  Lasker  forgetting  his  panacea? 


APOLOGY  TO  STATE  COMMISSIONERS 
We   greatly  regret  certain  remarks  in  an  editorial 
in  the  June  10  issue  reflecting  on  the  state  commission- 
ers sitting  with   Commissioner  Eastman   in   the   south- 
eastern class  rate  inquiry  at  Atlanta.    They  were  based 


on  a  dispatch  from  our  correspondent  at  Atlanta  stat- 
ing that  all  five  of  the  state  commissioners  were  that 
week  at  their  homes  watching  the  elections.  Now  he 
wires  us  as  follows : 

Your  correspondent  was  misinformed  when  he  stated,  as 
published  in  your  issue  of  June  10,  that  all  five  of  the  com- 
mittee of  state  commissioners  sitting  with  Commissioner  East- 
man in  the  southern  class  rate  hearings  were  at  their  respective 
homes  last  week  watching  the  elections.  Commissioner  Burr, 
of  Florida,  Is  a  candidate  this  year  without  opposition  and  did 
not  go  home  to  vote  in  the  primary,  which  was  held  June  6, 
and  has  not  left  the  hearings.  Commissioner  Perry  of  Georgia, 
lives  in  Atlanta  and  has  been  in  regular  attendance.  Commis- 
sioner Patterson,  of  Alabama,  has  been  home  twice,  once  to 
hold  a  monthly  hearing  required  by  the  law  of  his  state,  and 
again  for  conference  with  his  commission.  He  is  not  a  candi- 
date this  year.  Commissioner  Forward  has  been  at  home  on 
official  business,  but  there  is  no  election  this  year  in  Virginia 
for  him  to  watch.  Commissioner  Maxwell,  of  North  Carolina, 
has  left  the  hearings  for  reasons  that  have  been  stated. 

This  is  the  kind  of  carelessness  that  gets  newspa- 
pers into  disrepute.  It  is  also  a  thing  that,  readers  of 
The  Traffic  World  will  admit,  we  think,  this  publica- 
tion is  about  as  free  from  as  it  is  possible  to  be.  We 
can  only  acknowledge  the  error  and  make  what  amends 
we  may. 


In  our  editorial  of  June  10  on  the  subject  of  salaries 
of  public  officials,  we  said  members  of  the  Shipping 
Board  drew  $10,000  a  year.  This  was  an  error.  They 
get  $12,000  a  year,  the  same  as  members  of  the  Inter- 
state Commerce  Commission. 


A  TRANSPORTATION  INSTITUTE 


A    tutmnhlPt 


Thi  Traffic   World  Washington  Bureau 
"The    Tmnpratlvp    NT»»i1    fnr    » 


Transportation  Institute."  has  been  Issued  hv  Bird  M.  Robinson. 
president  of  the  American  Short  Line  Railroad  Association,  set- 
Ing  forth  Mr.  Robinson's  plan  for  such  an  institute  as  outlined 
heretofore  In  The  Traffic  World,  an  extract  from  an  editorial  in 
the  Traffic  World  of  April  29  on  "Transportation  Education" 
in  which  comment  was  made  on  the  Robinson  plan,  and  other 
Information  relative  to  the  proposal. 

The  address  of  Representative  Sydney  Anderson,  chairman 
of  the  Joint  Commission  of  Agricultural  Inquiry,  before  the 
annual  convention  of  the  American  Short  Line  Railroad  Asso- 
ciation in  April,  in  which  he  endorsed  the  Robinson  proposal 
In  printed  in  the  pamphlet. 

Other  matter  in  the  pamphlet  is  outlined  as  follows:  Ex- 
tract from  address  of  J.  R.  Howard,  president  of  the  Mississippi 
Valley  Association,  wherein  Mr.  Howard  commented  on  antagnt. 
-lM»-flB.the  part  of  HIP.  farmer*  against  the  rmirnajfl^lhiHh  he 


the  part 
largplv 


. 

tribnted  largplv  tn  "tha  laplr  nf  r-™ppr  understanding  each  Ol  the. 
nilior^i  problems"  ;  the  recommendation  of  the  Joint  Commis- 
sion of  Agricultural  Inquiry  for  the  establishment  of  private 
research  and  educational  Institutions  for  the  purpose  of  promo- 
ting education  in  the  principles,  operations  and  practices  incident 
to  transportation;  the  report  of  the  National  Agricultural  Con- 
ference advocating  the  establishment  of  a  national  transporta- 
tion institution  (see  Traffic  World.  Fermuary  4,  p.  270);  reso- 
lution of  American  Lumber  Congress  endorsing  the  establish- 
ment of  a  national  transportation  institute;  resolution  of  the 
National  Association  of  Manufacturers  endorsing  establishment 
In  Washington  of  a  national  transportation  institute;  and  reso- 
lutions of  the  American  Short  Line  Railroad  Association  rec- 
ommending establishment  of  a  national  transportation  institute 
In  Washington. 

A  definite  announcement  as  to  the  form  of  organization  of 
the  proposed  Institute  on  which  Mr.  Robinson,  Edgar  E.  Clark, 
Mr.  Anderson  and  Donald  D.  Conn  are  working  Is  expected  In 
the  near  future. 

It  la  understood  that   effort  will   hp  irmflp  (p  p«(ahllnh  a  fiipd 
of  about  If  (tnonnn  fn  rarrv  nn  tha  work,  the  money  to  hp  su£. 
.  ill.-  1  l.v   l.otli  r.-n-n-  I.-  ;in.J 


VALUATION  ACT  SIGNED 

President  Harding  has  signed  the  bill  amending  the  valua- 
tion section  of  the  Interstate  commerce  act  so  that  the  Com- 
mission will  not  be  required  to  ascertain  and  report  the  cost 
of  reproduction  of  carrier  lands. 
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COMMISSION  ORDERS 

The  Commission  has  denied,  without  prejudice,  the  motion 
of  the  Chesapeake  &  Ohio  Railway  to  dismiss  the  complaint  in 
No.  13546,  Kanawha  Black  Band  Coal  Co.  et  al.  vs.  Kanawha 
Central  et  al. 

Petition  for  postponement  of  the  effective  date  of  the  orders 
entered  In  Nos.  11950,  Minnesota  &  Ontario  Paper  Co.  et  al.  vs. 
Northern  Pacific  et  al.,  11981,  Lake  Superior  Paper  Co.,  Ltd., 
and  the  G.  H.  Mead  Co.  vs.  Ahnapee  &  Western  et  al.,  and  12108, 
Wisconsin  Traffic  Assosiaction  vs.  C.  &  N.  W.  et  al.,  and  for 
rehearing  of  those  cases,  filed  by  complainants  and  interveners, 
was  denied. 

Defendants'  petition  for  rehearing  of  No.  11950,  Minnesota  & 
Ontario  Paper  Co.  et  al.  vs.  Northern  Pacific  et  al.,  and  cases 
docketed  therewith,  was  denied. 

The  Commission  has  denied  petition  of  defendants  for  he- 
hearing  of  No.  12178,  City  of  Aberdeen,  S.  D.,  vs.  Director- 
Cm. •nil.  C.  .<•  N.  W.,  et  al. 

On  petition  of  the  Director-General,  the  Commission  nas 
reopened  for  further  hearing;  upon  the  question  of  what  rates 
should  be  found  reasonable  during  the  period  January  1,  1918,' 
to  September  30,  1918,  No.  9086,  Channel  Chemical  Co.  vs.  A.  T. 
&  S.  F.  et  a  1. 

The  Commission  has  denied  complainants'  petition  for  modi- 
fication of  its  order  of  November  14,  1921,  in  No.  11982.  A.  &  C. 
Mill  Company  et  al.  vs.  Director-General,  Aberdeen  &  Rockfish, 
et  al.  It  has  reopened*  that  case  for  further  hearing  solely  with 
respect  to  the  rates  on  cedar  shingles,  in  carloads,  to  destina- 
tions in  Oklahoma  and  Texas,  via  routes  over  which  the  rates 
on  flr,  cottonwood,  hemlock,  larch,  pine  and  spruce  lumber  in 
carloads  from  the  coast  group  in  Oregon,  Washington  and  Brit- 
ish Columbia  to  destinations  in  Oklahoma  and  Texas  are  higher 
than  the  corresponding  rates  now  applicable  from  and  to  cnc 
same  points  via  routes  over  which  increased  rates  were  proposed 
but  suspended  and  subsequently  ordered  cancelled  in  I.  and  S. 
No.  779,  Pacific  coast-southwest  lumber. 

The  Rockford  Manufacturers'  and  Shippers'  Association  was 
permitted  to  intervene  in  No.  13671,  Public  Service  Commission 
of  Indiana  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  Chamber  of  Commerce  of  the  City  of  Newark,  N.  J.,  ob- 
tained permission  to  intervene  in  No.  13548,  Maritime  Associa- 
tion of  the  Boston  Chamber  of  Commerce  et  al.  vs.  Ann  Arbor 
et  al. 

On  petition  of  complainants,  Thomas  M.  Hart,  W.  M.  Han- 
sen,  and  A.  C.  Hansen,  the  Commission  has  reopened  for  further 
hearing  No.  11669,  Stewart-Warner  Speedometer  Corporation  et 
al.  vs.  Director-General,  C.  &  N.  W.  et  al.  The  further  hearing 
will  be  solely  for  the  purpose  of  affording  the  petitioners  an  op- 
portunity to  submit  evidence  with  respect  to  the  payment  and 
bearing  of  the  charges  complained  of  and  their  right  to  repara- 
tion. 

The  complaint  in  No.  13778,  Swift  &  Co.  vs.  Aberdeen  &  Rock- 
fish  et  al.,  was  amended  by  making  the  Union  Pacific  an  addi- 
tional party  defendant. 

The  Indianapolis  Chamber  of  Commerce  was  permitted  to 
intervene  in  No.  13841,  Indiana  State  Chamber  of  Commerce  vs. 
B.  &  0.  et  al. 

Complainant's  petition  for  rehearing  of  No.  11189,  Pacific 
Portland  Cement  Company,  Consolidated,  vs.  Director-General 
and  Southern  Pacific,  was  denied. 

The  Commission  has  denied  petition  of  complainant  for  a 
reargument  of  No.  11237,  W.  H.  Daugherty  &  Son  Refining  Com- 
pany vs.  Director-General,  B.  &  O.  et  al. 

The  Illinois  Coal  Traffic  Bureau  was  permitted  to  intervene 
In  No.  13826,  West  Kentucky  Coal  Bureau  vs.  L.  &  N.  et  al. 

Petition  for  rehearing  or  reargument  of  No.  11542,  Parkers- 
burg  Rig  £  Reel  Company  vs.  Director-General,  A.  T.  &  S.  F.,  et 
al.,  filed  by  the  Director-General,  was  denied. 

Petition  for  further  consideration  and  dismissal  of  the  com- 
plaint in  No.  12055,  Procter  &  Gamble  Company  vs.  Director- 
General,  filed  by  the  Director-General,  was  denied. 

The  Commission  has  denied  petitions  for  rehearing  and  modi- 
fication of  its  report  and  order  in  I.  and  S.  1447,  sublimed  lead  to 
trunk  line  points,  filed  by  the  respondents  therein  and  by  Eagle 
Picher  Lead  Company,  intervener. 

The  Director-General's  petition  for  further  consideration  of 
No.  11808,  Marden,  Orth  &  Hastings  Company  vs.  Director-Gen- 
eral, C.  B.  &  Q.  et  al.,  was  denied. 

Petition  for  further,  hearing  of  No.  12275,  Central  Wisconsin 
Supply  Company  vs.  Director-General,  C.  M.  &  St.  P.,  et  al.,  filed 
by  the  Director-General,  was  denied. 

Complainant's  petition  to  amend  the  complaint  and  for. re- 
hearing in  No.  11462,  Liberty  Oil  Company,  Ltd.,  vs.  Director- 
General,  and  Trinity  &  Brazos  Valley,  was  denied. 

The  application  and  supplemental  application  of  complainant 
for  rehearing  in  No.  12549,  Gulf  Refining  Company  of  Louisiana 
vs.  Director-General,  and  No.  12549  (Sub  No.  1),  same  vs.  Di- 
rector-General, P.  R.  R.  et  al.,  were  denied. 

The  Director-General's  petition  for  further  hearing  in  No. 
11792,  Swift  &  Company  vs.  C.  B.  &  Q.  et  al.,  was  denied. 

The   Commission   has  denied   complainant's  petition   to  re- 


open No.  11223,  Hirth-Krause  Company  vs.  Director-General,  C. 
M.  &  St.  P.  et  al.,  and  No.  11223  (Sub  No.  1),  same  vs.  same, 
for  supplemental  or  modified  order. 

Petition  for  reargument  and  reconsideration  of  No.  12142, 
John  M.  Buckland  vs.  Director-General,  filed  by  the  Director- 
General,  was  denied. 

The  Commission  has  postponed  until  October  1  the  date 
upon  which  rates  required  in  its  decision  in  No.  10949,  Ball 
Brothers  Glass  Mfg.  Co.  vs.  Director-General,  Ahnapee  &  West- 
ern et  al.,  shall  be  established. 

The  Chamber  of  Commerce  of  the  City  of  Milwaukee  was 
permitted  to  intervene  in  No.  13548  (Sub-No.  1),  Maritime  Asso- 
ciation of  the  Boston  Chamber  of  Commerce  et  al.  vs.  Ann 
Arbor  et  al.,  and  No.  13548  (Sub-No.  2),  Same  vs.  Alabama 
Great  Southern  et  al. 

Having  received  advice  that  the  following  complaints  have 
been  satisfied,  the  Commission  has  dismissed  them:  Nos.  12520, 
A.  M.  Castle  Co.  et  al.  vs.  Director-General,  C.  M.  &  St.  P.  et  al., 
and  13375,  Toledo  Produce  Exchange  vs.  Ann  Arbor  et  al. 

Upon  request  of  complainants,  the  Commission  has  dismissed 
the  following  complaints:  Nos.  13650,  Acme  Sanitary  Pottery 
Co.  vs.  P.  R.  R.  et  al.;  13334,  Stack  Construction  Co.  vs.  D.  M. 
&  N.,  Director-General  et  al.;  13104,  Brazil  Clay  Co.  et  al.  vs. 
C.  I.  &  L.  et  al.;  12814,  Tampa  Coal  Co.  vs.  Director-General; 
13439,  Standard  Shipbuilding  Corporation  vs.  Director-General, 
C.  R.  R.  of  N.  J.;  12789,  the  Central  Iron  and  Steel  Co.  vs.  Camp- 
bell's Creek  Railroad  et  al.;  12793,  Central  Cypress  Co.  vs. 
Director-General;  12702,  the  Atlas  Portland  Cement  Co.  vs.  C.  B. 
&  Q.  et  al.;  13250,  the  Tallulah  Cotton  Oil  Co.  vs.  Missouri  Pa- 
cific et  al.;  and  13208,  Boston  Wool  Trade  Association  vs.  Di- 
rector-General. 

On  petition  of  the  applicant,  the  Commission  has  reopened 
for  further  hearing  Finance  Docket  1264,  in  the  matter  of  the 
application  of  the  Green  Bay  &  Western  Railroad  Company  for 
a  certificate  of  public  convenience  and  necessity  authorizing  the 
abandonment  of  a  branch  line  of  railroad. 

Swift  and  Company  was  permitted  to  intervene  in  No.  13803, 
National  Poultry,  Butter  and  Egg  Association  et  al.  vs.  Ann  Ar- 
bor et  al. 

Mechling  Brothers  Chemical  Company  was  permitted  to  in- 
tervene in  No.  13749,  Philadelphia  Quartz  Company  vs.  P.  R.  R. 
et  al. 

The  William  E.  Dee  Company  was  permitted  to  intervene 
in  No.  13878,  Chicago  Fire  Brick  Company  et  al.  vs.  Ahnapee  & 
Western  et  al. 


PETITIONS  FOR  REHEARING,  ETC. 

The  Director-General  has  asked  the  Commission  to  grant  a 
reargument,  reconsideration,  or  rehearing  in  No.  11820,  Missouri 
Portland  Cement  Co.  vs.  Director-General  et  al. 

A  further  hearing,  to  afford  an  opportunity  to  show  that  the 
state  highway  department  did  not  actually  bear  the  freight 
charges  on  the  shipments  involved  in  No.  12954,  State  Highway 
Department  of  Texas  vs.  Director-General,  has  been  asked  by 
the  Director-General. 

Complainant  in  No.  12645,  Certain-teed  Products  Corporation 
vs.  C.  R.  I.  &  P.  et  al.,  has  asked  the  Commission  to  grant  a  re- 
hearing and  reargument  of  that  case  before  the  full  Commission. 

The  Commission  has  been  asked  by  the  Director-General  to 
reopen  No.  12622,  the  Continental  Paper  Co.  et  al.  vs.  Director- 
General,  D.  L.  &  W.  et  al.,  and  to  grant  a  rehearing  and  reargu- 
ment therein. 

Respondents  in  I.  and  S.  1416,  storage-in-transit  rules  at 
Minnesota  Transfer  on  import  traffic  from  Pacific  coast  ports, 
have  asked  the  Commission  to  reopen  that  proceeding  and  to 
grant  a  reargument  before  the  full  Commission. 

The  Director-General  has  filed  a  motion  in  No.  11855,  Rub- 
No-More  Company  vs.  Director-General  et  al.,  in  which  it  is 
asked  that  the  Commission  stay  an  issuance  of  its  order  in  that 
case  pending  the  determination  by  the  Supreme  Court  of  the 
Commission's  jurisdiction  over  the  international  traffic  involved. 
In  its  report  on  the  above  mentioned  case  (69  I.  C.  C.  23)  the 
Commission  found  unreasonable  a  joint  through  rate  on  vege- 
table tallow  from  Vancouver,  B.  C.,  to  Fort  Wayne,  Ind.,  and 
awarded  reparation,  but  did  not  issue  an  order.  It  is  the  con- 
tention of  the  Director-General  that  the  Commission  exceeded 
its  authority  in  making  an  award  of  reparation. 

The  Western  Union  Telegraph  Company  has  filed  a  petition 
asking  leave  to  intervene  in  Valuation  Docket  237,  in  the  mat- 
ter of  the  tentative  valuation  of  the  property  of  the  Carolina 
and  Tennessee  Southern  Railway  Company. 


LA.   &   ARK.    BONDS 

The  Louisiana  &  Arkansas  Railway  Company  has  asked 
permission  to  issue  $470,000  of  first  mortgage  5  per  cent  bonds, 
the  proceeds  to  be  used  in  completing  construction  of  the 
branch  of  its  road  from  Jena  to  Jonesville,  La.,  and  to  reim- 
burse its  treasury  for  some  expenditures  already  made.  The 
Guaranty  Trust  Company  of  New  York  expects  to  sell  the  bonds 
to  Charles  L.  Pack  of  Lakewood,  N.  J.,  at  about  87.14  per  cent 
of  par. 
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Current  Topics 

in  Washington 


Will  Harding  Whip  Subitidy  Through? — Suspicion  that  Pres- 
ident Harding  might  threaten  to  use  the  whip  on  Congress 
seemed  to  show  exceptional  foundation  when,  a  few  days  ago. 
he  wrote  to  Phillip  Pitt  Campbell  of  Kansas  that  he  would  feel 
obligated  to  call  Congress  in  extraordinary  session  if  the  law- 
makers failed  to  sanction  the  ship  subsidy  bill  at  this  session. 
Few  presidents  have  been  so  suavely  frank  as  Mr.  Harding  was 
in  this  letter.  The  next  natural  step  in  the  use  of  force  to 
make  Congress  act  would  be  to  let  it  be  known  that  the  Senator 
or  Representative  who  desired  some  political  favor  could  not 
have  it  unless  he  voted  "right."  Patronage  has  always  been 
the  bribe  the  executive  holds  out  to  the  legislator.  In  monarch- 
ical countries  it  is  the  title  of  nubility  or  near-nobility  that 
persuades  the  law-maker  to  vote  right.  In  the  United  States, 
offices  for  friends,  personal  or  political,  constitute  the  coin.  It 
always  has  been  a  question  whether,  as  titular  head  of  the 
party  In  power,  the  President  Is  not  under  moral  obligation  to 
use  his  power  of  patronage  to  assure  regularity  in  the  legis- 
contlngent  of  the  party.  Therefore,  the  suggestion  that 

•  nferrini;   of   office   constitutes   a    bribe   has   always    been 

•  1 1   by  those  who  believe  the  good  of  the  country  is  Inti- 
mately bound  up  In  the  success  of  "the  party."     The  late  Sen- 
ator Pennine  one--  Jocularly  asserted  that  he  would  marry,  and 
marry   the   woman   selected   by   the  organization,   if   that   was 

'I  necessary  to  assure  success  for  the  organization.  To 
such  men  the  rule  has  been  to  give  and  take — that  is,  give  the 
needed  vote  and  take  the  patronage.  Such  men,  as  a  rule, 
when  they  fell  unable  to  follow  the  leader,  asked  for  nothing 

.  IP.-I  r.-il  nothing.  Chronic  Insurgents,  such  as  Senator  La 
Follette,  on  the  contrary,  frequently  have  been  greedy  seekers 
of  patronage.  The  Idea  that  they  owed  anything  to  the  organ- 
ization, the  prestige  of  which  helped  them  attain  office,  was 
repulsive  to  them.  ttrov.-r  Cleveland,  while  never  much  of  an 
organization  man  In  New  York  state  politics,  used  patronage 
fiercely  when  he  came  to  the  Presidency.  William  McKlnley 
was  •  good  organization  man.  but  seldom  was  vindictive,  a- 
Pen rose  was  when  -nm.-  i.n.  Houted  the  organization.  Roosevelt 

(o  "step  on"  the  organization,  but  could  see  the  light 
quicker  than  any  other  man  on  earth  when  he  needed  help  and 
the  Judicious  use  of  patronage  would  bring  It.  Taft.  supposed 
to  be  the  most  amiable  man  ever  In  the  White  House,  was  one 
of  the  most  suspicious  of  men  when  It  came  to  patronage.  He 
hardly  ever  could  think  of  a  man  coming  to  see  him  about  any 
matter,  without  wondering  what  ax  be  had  to  grind.  1'nless 
the  man  put  forward  by  the  organization  was  fit  for  the  place, 
Taft  would  have  none  of  him.  That  wax  one  reason  why.  In 
1912.  so  many  were  Indifferent  to  him.  He  did  not  think  much 
of  the  help  they  had  offered  when  skies  were  not  so  black  and 

•  ould   not  see  any   particular  reason   for  bestirring  them 
selves    In    his   behalf   when    Roosevelt    became   a    thundercloud 
If   l'i.--:i!.  nt    Harding   follows  up  his  suggestion   that  the  whip 
may   be   brought    from    the   closet.   It   is    believed,    the   question 
whether  It  is  right  to  distribute  offices  In  accordance  with  the 
faithfulness   of   the   applicants    will    be   discussed   just   as   acri- 
moniously an  on   the  first  day  It  was  raised.     Sometimes  then- 
has  been  armed  neutrality  between  a  President  and  an  Insure 

the   result    of    which    was    that    the    Insurgent    received    a 

••••  of  recognition  at  the  pie  counter  not  accorded  to  some 

.fill   follower.*.     In   th>-  same  way.  under  the  feudal  system, 

after  the  royal  power  had   become  definitely  greater  than   that 

of  any  noble,  a  few  nobles  could  Ignore  the  court  and  still  get 

about  what  they  really  wanted,  when  they  got  ready  to  ask  for; 

It.     Of   coiir*e.    !h«-    r.'w   kings   now   remaining  are  mere  flgun'- 

•ponMble"   governments      The  same  Is  true  of  the 

•Is   of   most    republics.     President    Harding,   however,   is   not 

of   that   kind.     His   cabinet   Is   not   re»i>onslble  to  Congress 

:   if  he  decides  to  use  the  whip,  it  Is  believed,  he  can  force 

on  on  ship  subsidy  or  any  other  piece  of  legislation  desired 

iim      It    might   not    be  good   politics   for   him   to  do  so.  but 

there  | •<  no  question  of  power      \n  President  can  rule 

a  Congress  having  a  majority  of  hi"  own  partisans,  even  If  they 

•  rily  followers  In   name. 

Shipping   Board's    Pacific    Port    Ruling. — The   step   the    Ship- 
ping  Hoard   look  when   it   declined   to  approve  the  ruling  of  the 
InfercoHstal  Confer-nc-  that  Tacoma.  among  other  cities,  should 
minal    port    rates,   has   seemed    to   many   who   have 
Klit   the  board'-   fal   function  should  lie  regulation  and  not 
no  of  the  greatest  strides  in  the  right  direction 
•ook.     The   tariffs  of   the  conference   lines   proposed  an 
Increase  In  rates,  of  12. B  cents  per  1UO  pounds,  or  12.50  a  ton.  to 
Tacoma.     Their  tariffs   proposed   to   perform   westbound  service 
— at  a  higher   rate      The   board's   notice,   therefore,   was  equiva- 
lent  to  a  suspension  of  an  Increase  In  rates  since  withdrawn 


by  the  conference.  Unless  the  rules  for  construing  tariffs  that 
are  applied  to  railroads  have  no  application  to  boat  line  pub- 
lications, that  is  all  the  suspended  tariffs  mean.  They  are  not 
joint  all-water  rates  showing  the  performance  of  the  service 
from  Seattle  by  another  ship  line,  nor  yet  joint  ocean-and-rail 
tariffs  showing  a  carrier  by  railroad  as  offering  to  perform  the 
haul  from  Seattle  to  Tacoma.  Had  they  been  of  that  character 
they  would  have  had  to  be  filed  with  the  Interstate  Commerce 
Commission.  There  is  no  defined  method  under  which  the  board 
can  dispose  of  the  case  created  by  what  may  be  called  its  sus- 
pension order.  Unless  it  vacated  its  order  the  suspension  would 
have  been  permanent.  The  law  gives  no  validity  to  such  tariffs 
unless  they  are  approved  by  the  board.  That  is  wholly  aside 
from  the  practical  question  of  whether  the  conference  lines, 
knowing  the  board's  line,  would  not  observe  the  tariff  placing 
Tacoma  on  the  basis  of  arbitraries  over  Seattle.  Failure  of 
its  boats  to  observe  the  tariff  would  mean  simply  the  elimina- 
tion of  the  conference  line  boats  from  Tacoma  business,  west- 
bound. The  conference  lines  could  observe  their  tariffs,  and 
thereby  make  the  rates  paper  affairs.  That,  however,  would 
not  go  to  the  central  question,  which  is  whether  the  board  will 
ever  become  a  real  regulating  body  like  the  Commission. 


The'  Rise  of  Wu  Ting  Fang.— Those  in  Washington  who 
knew  Wu  Ting  Fang  when  he  was  minister  from  China  hope  It 
is  true  he  Is  to  become  premier  of  a  united  China.  They  hope 
It  is  true  because  Wu  (he  is  really  big  enough  in  their  estima- 
tion to  be  spoken  of  without  prefix  of  any  kind)  probably  thinks 
more  like  an  American  than  any  other  man  east  of  Suze.  They 
have  only  one  regret.  That  is  that  his  opportunity  did  not 
come  sooner,  for.  although  Wu  expects  to  live  to  be  150  years 
old,  they  cannot  rid  themselves  of  the  thought  that  the  years 
of  usefulness  of  an  octogenerlan,  at  most,  can  be  few.  A  near- 
regret  Is  that  Americans,  as  a  rule,  thought  of  him  only  as  an 
Inquisitive  man  taking  advantage  of  his  approach  toward  what 
Is  frequently  called  old  age.  to  ask  what,  in  another,  might  be 
regarded  as  impertinent  questions.  They  regarded  him  as  a 
kind-hearted  old  heathen,  having  a  good  time  among  his  betters. 
Of  course,  they  did  not  say  it  in  that  way.  but  more  than  one 
American  was  so  crude  as  to  Indicate  that  that  was  his  thought 
about  a  man  who  knew  more  actual  ftcts  concerning  several 
American  enterprises  of  first  magnitude  than  they  did.  He  had 
built  railroads  In  China,  yet  some  thought  him  a  simpleton  be- 
cause he  asked  questions  about  American  railroads  that  seemed 
childish.  He  asked  questions  about  steel-making,  without  be- 
traying the  fact  that  he  also  knew  about  that  and  that  his  ob- 
ject was  simply  to  find  out  for  himself  whether  the  man  with 
whom  he  was  speaking  might  know  something  on  the  subject 
he  did  not  know.  As  minister  at  the  time  when  Americans 
were  on  edge  about  the  American  minister  and  his  staff  being 
shut  up  in  the  legation  compound  by  the  Boxers,  Wu  showed 
himself  all  he-man.  No  one  appreciated  his  worth  more  than 
John  Hay.  Secretary  of  State,  whose  manly  course  prevented 
the  utter  humiliation  and  dismemberment  of  China.  Thereby 
Hay  created  the  feeling  in  that  country  that' America  was  a 
true  friend  and  desirous  only  of  seeing  China  prosperous  and 
taking  the  place  In  world  politics  the  industry  of  her  people 
should  give  her  If  they  could  only  settle  their  dissensions  and 
become  a  nation  Instead  of  a  bundle  of  factions. 


The   Making  of  Ocean.  Ra^ea, — The  way  the  steamship  con- 
nres  handle  their  rates,  when   they  indulge  in  a  bit  of  rate- 


__  9.  seems  puerile  to  those  who  have  Intimate  contact  with 
nrtT  rates.  A  short  time  ago  the  North  American  Conference 
allowed  It  to  tie  known  that,  on  account  of  what  a  certain  line 
had  done  to  rates,  it  had  declared  an  open  season  as  to  rates 
on  twenty-five  commodities.  But  what  the  twenty-five  commodi- 
ties were,  was  supposed  to  be  a  profound  secret.  At  least,  the 
Shipping  Board  officials  (few  people  pay  any  attention  to  the 
legal  fiction  that  the  Emergency  Fleet  Corporation  is  anything 
other  than  the  board)  felt  that  they  were  bound  not  to  divulge 
the  list.  So  they  did  not,  presumably,  the  object  being  to  keep 
tramp  steamers  and  the  line  that  had  "kicked  over"  on  rates 
to  United  Kingdom  and  continental  ports  in  Ignorance  of  the. 
commodities  on  which  the  rates  they  were  quoting  might  be 
much  higher  than  the  rates  of  the  conference  lines.  To  a  land- 
lubber that  looks  even  more  ridiculous  than  the  performance  of 
the  ostrich.  Inasmuch  as  ocean  rates  are  a  matter  of  bargain 
between  the  carrier  and  the  shipper,  It  seems  impossible  that 
It  would  be  more  than  ten  minutes  after  a  conference  line  had 
quoted  a  rate,  until  the  quotation  would  be  In  the  possession 
of  the  tramps  and  the  non-conforming  line.  Railroad  rates  were 
made,  only  a  few  years  ago.  In  ways  not  greatly  differing  from 
that.  Men  thought  the  method  never  would  change.  They 
could  not  see  the  possibility  of  doing  business  except  in  that 
way.  Merchants  also  sold  goods,  not  only  according  to  prices 
based  on  cabalistic  signs,  but  also  on  the  maxim  of  the  law, 
"let  the  buyer  beware."  but  they  changed  their  ways.  Making 
of  ocean  rates,  therefore,  seems  to  be  under  rules  strongly 
reminiscent  of  the  "good  old  days"  about  which  those  who  know 
the  least  often  talk  the  most.  Yet,  notwithstanding  the  highly 
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competitive  situation  on  the  seven  seas,  it  would  not  be  surpris- 
ing to  find,  within  the  next  ten  years,  a  system  for  making, 
publishing  and  observing  rates  not  unlike  the  plan  public  au- 
thority has  imposed  on  the  carriers  by  railroad. 


Old  Ca»es  Recalled  by  Kephart  Report.— The  mills  of  the 
eods  may  grind  slowly,  but,  in  view  of  the  tentative  report  just 
ade  bv  Examiner  Kephart.  on  the  complaint  of  Hasting,  Grand 
Island  and  Columbus,  Neb.,  it  is  suggested,  there  are  other 
things  that  also  move  slowly.  The  Kindel  case,  establishing 
rates  from  Chicago  and  St.  Louis  to  Denver,  and  the  investiga- 
tion and  suspension  case  (I.  and  S.  No.  24)  that  probably  was 
the  outgrowth  of  things  started  by  the  Burnham-Hanna-Munger 
case,  resulting  in  proportionals  between  the  Mississippi  and 
Missouri  rivers,  were  new  so  long  ago  that,  in  the  history  of 
rate  regulation,  they  are  of  hoary  antiquity.  Yet  the  principles 
laid  down  in  them  are  only  now  being  suggested  for  application 
to  the  situation  in  Nebraska,  outside  the  so-called  Missouri  River 
differential  territory.  One  wonders  how  it  has  been  possible 
for  the  railroads  to  keep  on  making  rates  to  the  intermediate 
territoy,  of  comparatively  heavy  traffic  density,  without  regard 
to  the  hump  put  into  the  rates  a  comparatively  short  distance 
west  of  the  Missouri  River.  Examiner  Kephart,  in  his  report, 
indicates  that  the  Nebraska  cities  often  complained.  Appar- 
ently, however,  they  did  not  have  as  loquacious  an  advocate  as 
Kindel  was  in  behaJf  of  Denver  and,  incidentally,  in  behalf  of 
Kindel  The  mere  mention  of  the  case  was  sufficient  to  bring 
back  memories  of  the  energetic  Kindel  who,  after  he  had  won 
his  case,  came  to  Congress,  where  he  talked  freely  and,  not 
infrequently,  derogatively,  about  the  Commission  and  its  works, 
using  diagrams  made  with  redder  ink  and  more  broad  in  treat- 
ment than  any  Francis  B.  James  ever  dreamed  of  having  placed 
before  the  Commission. 

Henry  Ford's  Coal  Rates. — The  impression  that  Henry  Ford's 
railroad,  by  proposing  to  reduce  rates  on  coal  from  mines  in 
the  Ironton  district  to  Toledo,  was  about  to  wreck  the  rate 
structure  created  by  the  Commission  by  its  report  on  I.  and  S. 
No.  774,  turns  out,  as  shown  by  the  Commission's  report  on 
I.  and  S.  No.  1513,  to  have  been  erroneous.  Instead  of  wrecking 
what  the  Commission  did  in  the  earlier  case,  it  now  appears 
that  Ford,  had  he  been  allowed  to  do  what  he  wanted  to  do 
when  he  proposed  doing  it.  would  have  restored  the  structure 
which  the  Detroit,  Toledo  &  Ironton,  before  he  acquired  it,  had 
jarred  a  bit  by  narrowing  the  spread  in  the  rates  from  the  inner 
crescent  mines  of  Kentucky  and  Tennessee,  on  the  one  hand,  and 
the  mines  In  Ohio,  on  the  other.  One  of  the  surprising  things 
about  the  matter  is  that  the  fact  that  the  Ironton  road  was 
proposing  to  act  as  a  restorer  and  not  a  destroyer  was  not  dis- 
covered and  brought  to  the  attention  of  the  Commission  while 
It  was  considering  the  protests  of  the  inner  crescent  mine  op- 
erators. However,  no  one  did  perform  that  service  for  the  Ford 
road,  hence  its  certificate  of  merit  was  delayed  from  April, 
when  it  might  have  been  issued,  until  June,  when  it  was  put  out. 

A.  E.  H. 


LUMBER  PENALTY  CHARGE 

It  took  three  federal  judges — Carpenter,  Page,  and  Geiger— 
sitting  en  bane  at  Chicago,  June  15,  less  than  a  minute  after 
hearing  arguments  to  decide  that  the  Commission's  decision 
in  No.  11818,  commonly  called  the  lumber  penalty  case,  was 
valid.  The  court's  decision  was  in  the  form  of  a  decree  allow- 
ing the  motion  of  the  United  States  to  dismiss  the  bill  in 
equity,  brought  by  the  Edward  Hines  Yellow  Pine  Trustees, 
seeking  to  enjoin  the  enforcement  of  that  decision  of  the  Com- 
mission, and  a  dismissal  of  the  bill.  A  formal  decree  was  to 
be  prepared  by  Blackburne  Esterline  of  the  Department  of 
Justice. 

Arguments  were  fairly  long  on  both  sides.  Mr.  Esterline 
and  Walter  McFarland,  of  the  Commission's  legal  staff,  argued 
the  case  for  the  government,  the  latter  introducing  an  exhaustive 
brief.  Mr.  Esterline,  in  pleading  the  motion  to  dismiss,  sep- 
arated his  argument  into  four  points:  First,  that  there  was  an 
Insufficiency  of  facts  alleged  in  the  bill  to  constitute  a  ground 
for  action;  second,  that  the  Hlnes  trustees  had  no  interest  in 
the  matter;  third,  that  the  order  of  the  Commission  in  the 
lumber  penalty  case  was  in  favor  of  the  plaintiffs  because  it 
had  abolished  a  charge  to  which  the  Hines  company  would  have 
been  subjected  under  certain  conditions;  and  last,  that  the 
railroads  were  satisfied  with  the  decision  and  that  it  had  been 
In  force  for  more  than  three  months  without  a  single  dissent- 
Ing  voice  being  raised  among  the  carriers. 

The  government  also  moved  that  certain  paragraphs  of  the 
bill,  containing  extracts  from  speeches,  be  stricken,  but  that 
motion  was  Immediately  denied. 

"If  this  court  should  enjoin  the  enforcement  of  the  Com- 
mission's decision  in  this  case,"  said  Mr.  Esterline,  in  closing, 
"It  did  not  mean  that  the  railroads  would  reimpose  the 
$10  a  day  penalty  charge.  At  any  rate,  they  would  not  be 


ordered  to  do  so  under  the  law,  and  the  fact  that  no  complaint 
has  been  registered  by  the  carriers  against  the  decision  leads 
to  the  belief  that  the  charge  would  not  be  imposed  voluntarily. 
An  injunction  from  this  court  would,  therefore,  be  merely  beat- 
ing the  air." 

William  S.  Bennet,  arguing  for  the  Hines  interests,  took 
exception  to  the  latter  statement. 

"We  simply  want  to  be  put  in  a  position  where  we  can  go 
to  the  carriers  and  ask  the  reimposition  of  this  charge,"  he 
said.  "As  it  is,  we  are  precluded  from  doing  so,  for  we  are 
always  confronted  with  the  order  of  the  Commission  which 
forbids  a  penalty  charge  until  conditions  change  substantially." 
Mr.  Bennet  contended  that  the  removal  of  the  penalty 
charge  by  the  Commission  resulted  in  a  discrimination  against 
shippers  of  lumber  who  maintained  yards  and  in  favor  of  those 
that  used  the  cars  for  "rolling  lumber  yards." 

"If  we  should  all  avail  ourselves  of  the  privilege  the  Com- 
mission awarded  the  lumber  speculator  in  rescinding  the  penalty 
charge,"  he  said,  "108,000  cars  of  lumber  more  a  month  would 
be  held  at  reconsigning  points — a  number  sufficient  effectually 
to  stop  railway  freight  transportation  of  all  kinds." 

Mr.  Bennet  contended  that  the  order  of  the  Commission 
was  in  violation  of  the  fifth  amendment  to  the  Constitution  in 
that  it  gave  certain  lumber  shippers  the  use  of  railway  equip- 
ment and  services  without  proper  compensation. 

"The  Commission  said  no  penalty  should  be  imposed  sim- 
ply because  there  was  much  surplus  equipment  at  the  time," 
he  said.  "In  effect,  this  was  giving  the  shippers  of  speculative 
lumber  the  right  to  use  the  equipment  of  the  carriers  free  of 
charge  merely  because  the  carriers  were  not  themselves  using 
it." 

So  far  as  taking  the  specific  allegations  of  discrimination 
before  the  Commission,  Mr.  Bennet  said  that,  under  the  law,  he 
had  a  right  to  bring  them  into  the  federal  court,  and  he  chose 
that  method  because,  he  said,  "procedure  before  the  Commis- 
sion takes  at  least  two  years." 

The  position  of  the  court,  as  indicated  by  questions  put  to 
attorneys  on  both  sides,  was  that  the  penalty  charge  was  not 
a  charge  for  separate  service,  but  was,  in  fact,  an  extension 
of  the  demurrage  charge  to  cover  an  emergency.  As  to  the 
allegation  that  carriers  were  being  compelled  to  submit  their 
property  to  the  use  of  others  without  compensation,  the  court 
indicated  that  it  was  its  opinion  that  a  constitutional  disability 
of  the  Commission  to  remove  the  charge  would  presuppose  it 
to  be  the  duty  of  the  Commission  to  have  prescribed  such  a 
charge  in  the  days  before  it  was  proposed  by  the  Director- 
General. 

As  to  discrimination,  the  prevailing  opinion  of  the  court 
seemed  to  be  that  the  failure  of  the  Hines  company  to  use  the 
privilege  accorded  by  the  removal  of  the  penalty  charge  did 
not  prove  the  presence  of  discrimination  in  favor  of  those  com- 
panies that  did  avail  themselves  of  the  privilege. 

Mr.  McFarland,  in  his  brief,  contended  that,  if  the  court 
upheld  the  contentions  of  the  plaintiff,  the  jurisdiction  of  tho 
Commission  over  demurrage  charges  would  be  destroyed  and 
shippers  would  be  forced  into  the  courts  in  cases  of  that  kind. 
On  this  question  he  said: 

The  Commission  has  for  many  years  exercised  jurisdiction 
over  demurrage  charges  and  storage  charges,  and  the  courts 
have  referred  with  apparent  approval  to  its  rulings.  Swift  &  Co. 
vs.  Hocking  Valley  Ry.  Co.,  243  U.  S..  281:  Penna.  R.  R.  Co.  vs. 
Kittanning  Co..  supra,  pages  324  and  325;  United  States  vs.  Krie  R. 
Co.,  209  Fed..  283:  Seaboard  Air  Line  Ry.  Co.  vs.  New  Orleans  Ex- 
port Co.,  271  Fed.,  861,  863;  and  Sinclair  Refining-  Co.  vs.  Schaff 
275  Fed.,  769. 

It  remained  for  the  plaintiff  to  discover  a  method  by  which 
this  jurisdiction  could  be  defeated.  According  to  its  theory 
carriers  have  the  right  to.  take  whatever  steps  are  necessary  to 
secure  the  return  of  their  cars,  regardless  of  the  Commission 
and  can  do  so  by  putting  in  an  emergency  penalty  charge  for 
detention  of  eauipment.  Whether  the  mysterious  virtue  which 
frees  such  a  charge  from  all  regulation  lies  in  the  emergency 
or  in  the  penalty  is  not  clear. 

If  plaintiff's  view  is  correct,  the  only  remed/  for  shippers  or 
competing  carriers  will  be  to  apply  to  the  courts  in  case  such  a 
penalty  charge  is  hereafter  published,  instead  of  resorting  to 
the  Commission  as  has  heretofore  been  done.  That  the  courts 
are  not  constituted  to  pass  upon  the  essentially  administrative 
questions  presented  by  disputes  as  to  car  distribution  and  the 
reasonableness  of  demurrage  or  storage  charges  is  elementary 
There  has  been  a  progressive  tendency  on  the  part  of  Congress 
and  the  courts  for  a  number  of  years  to  relieve  the  latter  of  the 
burden  of  considering  administrative  questions  relating  to  trans 
portation. 

Joseph  E.  Davies,  in  a  short  argument,  upheld  the  conten 
tions  of  the  American  Wholesale  Lumber  Association,  inter 
veners,  that  the  penalty  charge  was  unlawful  and  that  the  Com 
mission  could  not  have  done  other  than  to  order  it  removed 

Mr.  Bennet  said,  after  his  bill  had  been  dismissed,  that  an 
appeal  would  be  drawn  immediately. 


FEDERAL  VALLEY   NOTE 

The   Federal   Valley,   operating   a   road  near   Columbus,   O. 

has  asked  permission  to  borrow  $30,000  on  its  6  per  cent  promis 

sory  note,  the  money  to  be  used  in  paying  expenses  and  debts 

and  providing  a  working  capital. 
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Decisions  of  Interstate  Commerce  Commission 


D.  T.  &  I.  COAL  RATE  REDUCTIONS 

I'nqualified  approval  of  the  proposal  of  the  Detroit,  Toledo 
ft  Ironton  to  reduce  rates  on  coal  from  the  Ironton,  O.,  group 
mines,  to  Toledo,  baa  been  given  by  the  Commission,  in  a  report 
on  I.  and  S.  No.  1513.  opinion  No.  7677.  69  I.  C.  C.  112-4.  That 
action  will  mean  the  abolition,  so  far  as  the  Ford  road  is  con- 
cerned, of  the  Ironton  district  and  its  inclusion  in  the  lower- 
rated  Jackson  district.  Until  May  1,  1917,  there  was  no  Ironton 
district.  It  was  created  on  that  day  by  the  act  of  the  Detroit. 
Toledo  ft  Ironton.  It  sought  to  increase  its  revenues  by  detach- 
ing some  mines  from  the  Jackson  district  and  giving  them  a  rate 
10  cents  higher  than  from  the  other  mines  In  the  Jackson  dis- 
trict. At  the  same  time  It  sought  to  impose  an  assembling  charge 
on  coal  from  mines  In  the  Jackson  district,  but  its  fifteenth  sec- 
tion application  was  withdrawn  by  the  Railroad  Administration. 

These  facts,  tending  to  show  the  reduction  would  constitute 
a  mere  restoration  of  the  old  Jackson  district,  were*  set  forth 
In  the  Commission's  report  in  such  a  way  as  to  indicate  that 
the  Ford  proposal,  in  its  estimation,  was  a  sensible  thing  to  do. 
The  Commission  even  went  farther. 

•  thing  appears  on  the  record  that  convince*  us  that  the 
Ironton  district  should  not  properly  be  on  the  same  basis  as 
the  Jackson  and  other  Ohio  districts,''  said  the  Commission.  "Its 
maintenance  on  a  basis  of  less  than  40  cents  under  the  Inner 
Crescent  districts,  prescribed  in  Bituminous  Coal  to  C.  F.  A.  Ter- 
ritory. 46  I.  C.  C.  6C.  has  not  been  strictly  in  compliance  with  the 
spirit  of  our  findings  In  that  case." 

That  language  Is  taken  as  foreshadowing  a  reduction  of  10 
cents  In  the  rates  from  Norfolk  ft  West,  in  mines  in  the  Ironton 
district,  and  complete  compliance  with  the  Commission's  view 
that  the  rates  from  mines  in  Ohio,  roughly  paralleling  the  Inner 
crescent  of  mines  In  Pennsylvania,  West  Virginia.  Kentucky 
and  Tennessee,  should  be  40  cents  less  (ban  from  the  semi-cir- 
cle of  mines  nearest  the  Ohio  River  In  the  states  mentioned. 

The  Ford  proposal  was  suspended  on  protests  from  associa- 
tions representing  coal  operators  In  Kentucky  and  Tennessee. 
They  did  not  claim  the  reduced  rates  would  be  unduly  low  per 
Be.  Their  sole  objection,  according  to  the  report  of  the  Com- 
mission, was  that  the  lowered  rates,  distance  considered,  would 
be  unduly  low  compared  with  the  rates  from  other  Ohio  and 
Inner  Crescent  districts,  and  would  result  In  undue  preference 
for  mines  on  the  Ironton'*  line  and  undue  prejudice  to  the  mines 
of  the  protestants.  They  showed  that  the  average  distance  to 
Toledo,  over  the  Ironton'*  Interstate  route,  was  about  351  miles, 
while  the  average  distance  from  some  of  the  higher-rated  mines 
In  Kentucky  was  only  336  miles  and  from  some  other  Ken- 
tucky mines,  those  on  the  Chesapeake  ft  Ohio,  for  Illustration, 
was  only  271  miles. 

According  to  the  rerfort.  the  Ironton  road  took  the  position 
that  It  was  a  mistake  for  It  to  have  raised  the  rates  from  the 
mines  In  the  Ironton  district  In  1917.  because  such  Increase  re- 
quired In  a  diminution  Instead  of  an  Increase  In  the  revenues. 
The  Commission,  however,  looked  approvingly  at  the  proposal  as 
one  to  restore  a  relationship  prescribed  by  It,  and,  as  before  set 
forth,  practically  invited  the  Norfolk  *  Western  to  do  likewise, 
although  It  said  shipments  from  Norfolk  ft  Western  mines  weft 
few. 


PROPORTIONALS   IN    NORTHWEST 

The  Commission.  In  a  report  on  I.  and  S.  No.  1486.  propor- 
tional class  rates  between  Seattle  and  Tacoma  and  Portland 
(mimeographed,  without  page  or  opinion  numbers),  has  dis- 
approved the  method  whereby  the  carriers  serving  the  Puget 
Sound  cities  proposed  to  meet  the  competition  in  the  Willamette 
Valley  and  In  the  territory  north  of  Portland,  of  the  Southern 
Pacific  carrying  traffic  from  San  Francisco  to  the  valley  points. 
The  Southern  Pacific.  In  turn.  In  carrying  traffic  to  the  Wllla- 
amette  Valley  and  the  territory  north  of  Portland.  Is  meeting 
the  com|M>tltion  of  the  coastwise  steamers. 

With  a  view  to  enabling  the  Puget  Sound  cities  to  continue 
in  business  In  the  Willamette  Valley,  after  the  Increase  In 

<  resulting  from  the  Commission's  decision  in  rates  between 
north  Pacific  coast  points.  64  I.  C.  C.  159.  the  lines  from  those 
•  <<  to  Portland  proposed  establishing  proportional  class  rates, 
on  the  basis  of  60  cents  first  class,  to  Portland,  Instead  of  the 
full  class  rates  beginning  with  75  cents  first  class,  for  appli- 
cation to  tr.-'flc  going  beyond.  The  proportionals  applied  only 
on  the  first  four  classes,  the  Intention  being  that  they  should 
be  used  to  compete  with  goods  moving  on  I.  C.  L.  commodity 
rates  from  the  south. 

The  schedules  were  limited  to  expire  May  31.  That  limi- 
tation was  put  In  on  the  assumption  that  by  that  time  the  Com 
mission  would  have  disposed  of  the  fourth  section  applications 
of  the  Southern  Pacific  In  the  report  the  Commission  con- 


demned  that  method  of  making  rates.  It  called  attention  to 
the  fact  that  the  hearings  on  the  fourth  section  applications 
were  postponed  until  April  24,  so  there  was  no  probability  of 
any  decision  by  May  31.  The  northern  lines  were  constrained 
to  limit  the  rates  in  that  way  by  an  understanding  they  had 
that  the  Southern  Pacific  would  revise  its  rates  upward  so 
as  to  meet  the  new  scale,  beginning  with  75  cents,  established 
as  a  result  of  the  case  hereinbefore  mentioned. 

The  Commission  held  as  having  been  justified  the  proposal 
to  establish  the  proportional  rates,  but  condemned  the  limita- 
lon  to  May  31.  On  that  point  it  said: 

Adjustments  of  this  character  should  not  be  initiated  unless  of 
sufficient  importance  to  justify  their  continuance  beyond  so  short  a 

'i  I.  and.  having  been  proposed,  should  not  be  limited  to  ex- 
pire on  an  uncertain  or  Indefinite  contingency,  such  as  the  disposi- 
tion of  other  cases  not  heard  at  the  time  the  schedules  were  filed. 
If  a  feture  readjustment  of  the  proposed  rates  to  i  necessitated  by 
future  chang-en  which  may  occur  In  the  rates  of  the:  rail  lines  from 
San  Francisco  to  Portland,  schedules  proposing  such  changes  •  may 
be  filed  In  the  usual  manner. 

An  order  will  be  entered  requiring  the  cancellation  of  the; sus- 
pended schedules  and  discontinuing  this  proceeding  without  [prejudice 
to  the  establishment  upon  one  day's  notice  of  the  rates  here  con- 
sidered but  not  limited  as  to  the  effective  period. 


PORT  DIFFERENTIALS  ON  GRAIN 

The  Commission,  In  a  report  on  I.  and  S.  No.  1490,  written 
by  Commissioner  Daniels,  opinion  No.  7GCO,  69  I.  C.  C.  38-43,  for 
the  time  being  has  settled  the  port  differential  question  on  grain 
and  grain  products,  from  northern  Illinois,  as  between  Baltimore 
and  New  Orleans,  by  holding  justified  the  proposal  of  the  Illinois 
Central  to  maltn  rs.tes  to  New  fifiAaj'j,  tpr  «*\iuirt.  fnun  ?  ">  ti>  t 


cents  under  Baltimore.  The  rates  would  be  stated  in  specific 
afllUUiilK  uild  not  a.s  so  much  under  Baltimore,  under  the  deci- 
sion, but  the  effect  would  be  to  give  New  Orleans  rates  2.5  cents 
under  Baltimore  from  10  stations  on  the  Illinois  Central;  4  cents 
from  8  stations;  4.5  cents  from  10  stations  and  C  cents  from  the 
other  stations,  about  32  In  number. 

However,  the  Commission  said,  the  holding  of  justification 
was  not  to  be  considered  as  a  finding  of  approval  of  the  resulting 
differentials,  either  as  maxima  or  minima.  New  Orleans  under 
Baltimore,  from  northern  Illinois. 

This  case  was  an  outgrowth  of  the  grain  ra,t,e  war  that 
threatened  to  Decome  serious  I"  the  summer  and  fall  of  1921. 
when  the  Canadian  water  routes  and  rall-and-water  routes  were 


taking  so  much  grain  that  the  lines  serving 


nnrta 


constrained  to  reouce  tne  rate  to  tatlmore  3  cents.  That  was 
done  In  jmy,  1921.  in  August  a  similar  cut  was  made  to  New 
Orleans.  In  September,  1921,  the  all-rail  rates  to  Baltimore  were 
again  cut  7.5  cents  to  meet  reductions  in  the  lake-and-rall  rates  to 
Baltimore  and  the  reductions  to  Montreal,  Canada.  That  cut  was 
met  with  a  reduction  to  New  Orleans  of  5.5  cents  September  8, 
1921.  The  New  Orleans  carriers  proposed  a  cut  of  6.5  cents,  but 
the  Commission  declined  to  countenance  anything  more  than  5.5 
cents.  The  5.5  cent  cut  put  New  Orleans  4.5  cents  under  Balti- 
more. instead  of  6.5  cents,  which  had  been  the  differential  there- 


The  proposal  of  the  Illinois  Central,  now  held  to  have  been 
justified,  was  made  February  10,  1922,  and  suspended  until 
June  10. 

Corn  is  practically  the  only  grain  handled  through  New  Or- 
leans from  the  points  of  origin  in  northern  Illinois  involved  in 
this  case.  Protest  was  made  by  the  Eastern  Trunk  and  Central 
Freight  Association  lines,  backed  by  the  Chicago  Board  of  Trade 
and  commercial  organizations  In  Indianapolis,  Baltimore,  Phila- 
delphia, New  York  and  Norfolk.  They  procured  the  suspension 
of  the  schedules  until  June  10. 

New  Orleans  Interests  and  shippers  In  northern  Illinois  in- 
tervened In  behalf  of  the  proposals.  They  contended  that  the 
disadvantages  Incident  to  the  handling  of  corn  through  New 
Orleans  warranted  a  differential  of  at  least  G  cents.  The  Illinois 
Central  claimed,  among  other  things,  that  in  proposing  the  rates 
from  northern  Illinois  points  of  origin,  for  Its  one-line  haul  to 
New  Orleans,  It  was  proposing  to  line  up  its  charges,  in  com- 
parison with  rates  from  central  Illinois,  to  New  Orleans,  and  to 
give  northern  Illinois  the  same  differentials  under  Baltimore  as 
prevailed  from  central  Illinois,  avoiding,  however,  fourth  section 
departures.  The  interest  of  the  protesting  railroads  and  com- 
merlal  organizations  was  In  having  the  traffic  hauled  east  Instead 
of  south  so  It  would  pass  over  their  rails  and  through  their  elera- 
tors.  The  present  rates  from  northern  Illinois  to  New  Orleans 
range  from  28  to  31  cents,  the  former  rato  prevailing  from  the 
larger  number  of  the  stations  Involved  In  the  case. 

In  holding  the  proposal  Justified,  the  Commission  retained  a 
defined  hold  on  the  situation  by  saying  It  should  not  be  under- 
stood that,  In  finding  the  rates  justified,  the  Commission  did  not 
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finally  upprovo  the  resulting  differentials,  as  maxima  or  minima, 
New  <>i  leans  under  Baltimore,  from  northern  Illinois. 


IRON  ORE  TO  LAKE  PORTS 

In  a  supplemental  report  on  No.  13293,  Reduced  Rates,  1922, 
opinion  No.  7681,  69  I.  C.  C.  138-9,  the  Commission  held  the  rates 
on  Iron  ore  from  mines  in  the  upper  lake  region  to  the  upper 
lake  docks  would  be  unreasonable,  after  July  1,  1922,  to  the 
extent  they  might  exceed  90  per  cent  of  what  they  are  now. 
Commissioner  Hall  dissented,  without,  however,  telling  why  he 
was  not  able  to  agree  with  his  colleagues. 

The  effect  of  the  supplemental  report  is  to  specifically  hold 
that  the  rates  from  the  mines  to  the  loading  docks  should  be 
brought  down  10  per  cent.  It  was  made  because  some  question 
had  arisen  as  to  whether  the  10  per  cent  reduction  advised  in 
the  original  report  in  this  case  applied  to  the  rates  from  the 
mines  to  the  upper  lake  ports.  The  supplemental  report  re- 
moves all  doubt.  The  doubt  arose  from  the  fact  that  the  Com- 
mission, in  Ex  Parte  74,  held  the  ore  rates  in  question  were 
high  enough  and  should  not  be  increased.  In  the  original  report 
it  said  rates  resulting  from  Ex  Parte  74  were  to  be  reduced 
by  the  percentage  mentioned.  The  Commission's  view  was  that 
its  original  report  did  not  require  reductions  in  rates  on  iron 
ore  from  points  in  Minnesota,  Wisconsin  and  Michigan,  to 
ports  on  Lake  Superior  and  upper  Lake  Michigan.  In  disposing 
of  the  phase  of  the  case  under  consideration,  the  Commission 
said: 

Since  August  2C,  1920.  none  of  the  rates  on  iron  ore  to  upper 
lake  ports  have  been  reduced,  while  some  have  been  increased. 
All  are  still  on  or  higher  than  the  level  found  reasonable  in 
Increased  Rates,  1920,  supra.  The  general  effect  of  our  finding's 
herein  is  to  bring  about  approximately  a  10  per  cent  reduction  In 
the  rates  authorized  In  that  proceeding.  Upon  further  considera- 
tion of  the  record,  we  find  that  the  rates  exacted  by  respondents 
for  the  transportation  of  iron  ore  from  ranges  in  Minnesota,  Wis- 
consin and  Michigan  to  Lake  Superior  and  upper-  Lake  Michigan 
ports  will  be  on  and  after  July  1,  1922,  unjust  and  unreasonable 
to  the  extent  that  they  may  respectively  exceed  90  per  cent  of  the 
existing  rates.  The  findings  and  authorizations  of  the  original  re- 
port herein  are  applicable  in  all  other  respects. 


DEMURRAGE  ON  HAY 

The  Commission  has  dismissed  No.  12257,  C.  F.  Arnold  & 
Co.  vs.  Texas  &  Pacific,  Director-General,  et  al.,  opinion  No.  7670, 
69,  I.  C.  C.  81-2,  holding  the  demurrage  charges  on  a  carload 
of  hay,  shipped  from  Richards,  Mo.,  to  Shreveport,  and  then 
reconsigned  to  Homer,  La.,  in  August,  1919,  were  legally  applic- 
able and  not  unreasonable. 

The  shipment  was  on  an  order-notify  bill  of  lading.  The 
car  arrived  at  Shreveport  August  20.  The  notice  was  mailed 
to  the  complainant,  at  Shreveport.  Its  office  being  at  Kansas 
City,  the  notice  of  arrival  was  wasted  effort.  The  complainant's 
broker  received  the-  bill  of  lading  August  13,  a  week  before  the 
car  came.  He  claimed  he  called  up  the  Texas  &  Pacific  freight 
office  both  before  and  after  that  day  and  was  assured  the  car 
had  not  arrived.  The  railroad  company  denied  that  anyone  was 
in  communication  with  the  local  freight  office  in  Shreveport  at 
any  time  about  the  car.  The  broker  could  not  say  with  whom 
he  had  been  talking  about  it.  The  railroad  company  notified 
the  complainant,  at  Kansas  City,  September  12,  about  the  arrival 
of  the  car.  The  complainant  wired  its  broker  that  day.  A  week 
later  the  broker  surrendered  the  bill  of  lading  and  paid  $123  as 
a  demurrage  charge,  sending  the  car  to  Homer. 

"Upon  the  facts  here  presented,"  the  Commission  said,  "we 
think  that  defendant  fully  discharged  its  duty  under  the  tariff 
when  it  mailed  the  notice  of  arrival  to  complainants  at  Shreve- 
port, the  address  appearing  on  the  bill  of  lading." 

RATES    ON    SCRAP    RUBBER 

An  order  requiring  Official  Classification  territory  lines  to 
establish  a  sixth  class  rating  on  scrap  rubber,  including  tires, 
having  value  only  for  reclamation  purposes,  not  later  than 
August  26,  has  been  made  in  No.  12620,  National  Association  of 
Waste  Material  Dealers,  Inc.,  vs.  Ann  Arbor  et  al.,  opinion  No. 
550,  68  I.  C.  C.  748-53.  In  a  report,  written  by  Commissioner 
Cox,  It  condemned  as  unreasonable  a  fifth  class  rating,  30,000 
minimum,  largely  because  in  so  rating  scrap  rubber  the  carriers 
treated  the  raw  material  from  which  reclaimed  rubber  is  made 
in  a  way  differing  from  the  treatment  accorded  to  other  scrap 
material  used  as  the  base  for  reclaimed  stuff  competing  with 
new  goods  made  from  crude  raw  bases.  At  present  scrap  and 
reclaimed  rubber  are  rated  fifth,  the  only  difference,  from  a 
transportation  charge  point  of  view,  between  the  raw  material 
and  the  finished  article  being  that  caused  by  the  fact  that  scrap 
rubber  takes  a  minimum  of  30,000,  while  reclaimed  rubber  takes 
a  minimum  of  40,000  pounds. 

One  of  the  chief  defenses  offered  by  the  carriers  for  making 
the  rating  on  the  raw  material  and  the  finished  product  the 
same  was  the  high  value  of  rubber.  The  complaining  associa- 
tion showed,  according  to  Mr.  Cox,  that  rubber  is  lower  in 
price  now  than  in  the  pre-war  period  and  is  one  of  the  few 
materials  showing  such  a  price  tendency.  The  commUsioner 


adopted  the  contention  of  the  complainants  that  the  world  has 
on  hand  a  surplus  equal  to  a  year's  supply,  which,  under  exist- 
ing conditions,  will  not  be  disposed  of  for  five  years.  From 
1913  to  1917,  he  said,  consumption  increased  127  per  cent,  but 
the  production  of  crude  rose  to  147  per  cent  in  the  same  period. 
India  rubber,  which  in  1911  sold  for  as  much  as  $1.058  per 
pound  fell  to  15  cents  in  1921.  Para  rubber,  in  that  year,  sold 
for  16  cents  in  comparison  with  $2.39  in  1910.  The  carriers,  in 
their  defense,  said  the  proper  way  to  get  at  the  value  of  the 
material  in  question  was  to  take  the  average  over  the  whole 
period. 

The  order  requires  the  inclusion  of  worn  out  tires  in  the 
scrap  description.  The  carriers  fought  that  on  the  ground  that 
it  was  hard  to  determine  when  a  tire  was  worn  out  and  no 
longer  fit  for  use  except  for  reclamation  purposes.  The  Com- 
missioner said  the  law  punishes  misbilling.  Seventy-two  per 
cent  of  scrap  rubber,  the  complainant  contended,  consisted  of 
worn  out  automobile  tires.  Perhaps  two  per  cent  of  the  move- 
ment of  tires  that  have  been  used,  the  association  said,  con- 
sisted of  what  are  known  as  "adjustment"  tires;  that  is, -tires 
that  have  not  lived  up  to  the  guarantee  of  the  manufacturer 
and  are  being  sent  back  to  the  factory.  The  Commissioner, 
therefore,  said  that  undue  consideration  should  not  be  given  to 
such  tires.  Used  tires  are  also  rated  fifth  class  but  there  is  no 
such  limitation  upon  them  as  on  other  worn  out  materials, 
namely,  that  they  must  be  of  value  only  for  reclamation  pur- 
poses. The  reclaimers  of  rubber  object  to  worn  or  used  tires 
being  cut  up  because  in  such  condition  they  cannot  be  put 
through  the  machines  used  in  reclaiming  the  rubber.  The  Com- 
missioner said  no  good  reason  had  been  advanced  why  used 
tires  should  not  be  given  the  scrap  rating,  hence  the  conclusion 
that  worn  out  tires  should  be  given  the  scrap  rating  of  sixth 
class,  the  rating  generally  applied  on  scrap  material  in  official 
classification  territory. 


DIVISIONS  OF  JOINT  RATES 

The  Commission  has  dismissed  No.  12004,  Wichita  North- 
western Railway  Company  vs.  Chicago,  Rock  Island  &  Pacific  et 
al.,  opinion  No.  7667,  69  I.  C.  C.  68-73,  holding  the  divisions  of 
joint  interstate  rates  accorded  to  the  complainant  had  not  been 
show  to  have  been  unjust,  unreasonable,  inequitable,  or  other- 
wise unlawful.  Chairman  McChord  dissented  because  there 
were  no  figures  in  the  record  showing  the  cost  to  the  complain- 
ant, of  performing  the  service  rendered  in  connection  with  the 
joint  rates.  He  called  attention  to  the  fact  that  the  complain- 
ant had  told  the  Commission  it  was  financially  unable  to  make  a 
compilation  of  cost  figures.  He  said  he  thought  the  Commission 
itself  should  make  a  cost  study  because,  apparently,  the  manage- 
ment was  doing  everything  possible  to  keep  down  expenses.  Not- 
withstanding its  efforts,  he  said,  the  road  was  apparently  operat- 
ing at  a  loss. 

The  complainant  Is  a  road,  the  construction  of  which  was 
begun  in  1913,  about  100  miles  long,  in  Kansas.  It  connects 
with  the  Rock  Island,  Missouri  Pacific  and  the  Santa  Fe.  It  has 
joint  rates  with  the  two  first  mentioned  but  not  with  the  Santa 
Fe. 


RATES  ON  LIVE  STOCK  IN  SOUTH 

Reparation  must^'be  made  by  the  Director-General  because 
and  to  the  extent  the  rates  on  live  stock  in  the  southeast  ex- 
ceeded the  aggregate  of  intermediates,  during  federal  control, 
to  the  basis  in  effect  both  before  and  after  June  25,  1918.  The 
decision  on  that  point  was  made  in  a  report,  written  by  Chair- 
man McChord,  on  No.  10980,  Birmingham  Packing  Co.  vs.  Di- 
rector-General, as  agent,  opinion  No.  7661,  69  I.  C.  C.,  44-8.  As 
technically  set  forth,  the  decision  was  upon  complaints  alleging 
that  the  rates  on  live  stock,  from  St.  Louis  group,  from  Ohio 
river  crossings,  and  from  points  in  Kentucky  and  Tennessee  to 
Birmingham  and  Montgomery,  were  in  violation  of  sections  1 
and  4  of  the  interstate  commerce  law  and  section  10  of  the 
federal  control  law;  and  upon  those  allegations  the  Commission 
held  that  rates  higher  than  the  aggregates  of  intermediate 
rates  subject  to  the  act  were  unreasonable,  and  that  particular 
rates  were  unreasonable. 

The  holding  as  to  particular  rates  was  that  they  were  un- 
reasonable to  the  extent  that,  on  cattle  and  hogs  to  Birming- 
ham, they  exceeded  $40  per  car  from  Nashville  and  Overton, 
$32  from  Pulaski  and  $30  from  Prospect  prior  to  June  25,  1918, 
and  to  the  extent  that  thereafter  they  exceeded  $50,  $40  and 
$37.50,  and  that  reparation  should  be  made  to  that  basis. 

The  chairman,  in  his  report,  said  the  evidence  was  sub- 
stantially the  same  as  that  considered  by  the  Commission  in 
the  Alabama  Packing  Co.  case,  47  I.  C.  C.,  524,  the  decision  in 
which  he  referred  to  as  the  original  decision.  He  said  it  should 
be  viewed  in  the  same  light.  As  to  the  long  and  short  haul 
violations,  he  said  the  complaints  had  not  shown  damage  and 
no  reparation  was  due  them  in  that  behalf,  but  as  to  rates  in 
violation  of  the  aggregate  of  intermediates,  he  said  there  should 
be  reparation 

The  report  also  covers  No.   11038,   Fies  &   Sons    et  al.  vs. 


June  17,  1922 


THE    TRAFFIC    WORLD 


1343 


Director-General.     Commissioner  Daniels  dissented  for  reasons 
set  forth  In  the  Hudson  Mule  case,  63  I.  C.  C.,  6. 


RATE  ON  BLACKSTRAP 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  11379,  Penick  &  Ford,  Ltd.,  Inc.,  vs. 
Director-General,  as  agent,  opinion  No.  7666,  69  I.  C.  C.  63-7, 
as  to  the  rate  imposed  on  18  tank-carloads  of  blackstrap  mo- 
lasses shipped  between  June  18  and  August  3,  1919,  from  Har- 
vey, La.,  to  Dyersburg,  Tenn.  Seventeen  of  the  shipments  were 
of  domestic  and  the  other  of  imported  blackstrap  molasses. 
The  shipments  moved  before  the  Railroad  Administration  es- 
tablished rates  on  blackstrap  from  Harvey,  but  not  until  after 
the  Director-General  had  authorized  the  publication  of  a  rate 
satisfactory  to  the  complainant.  Charges  were  collected  at  a 
commodity  rate  of  40  cents,  applicable  on  all  grades  of  mo- 
lasses. The  order  to  establish  the  satisfactory  rate  was  made 
May  28,  but  the  rate  was  not  made  operative  until  September  5. 

The  Commission,  in  an  opinion  written  by  Commissioner 
Altchison,  held  the  rate  applied  unreasonable  to  the  extent  that 
It  exceeded  20  cents  per  100  pounds  on  blackstrap  of  an  agreed 
nr  declared  value  not  exceeding  8  cents  per  gallon  and  awarded 
reparation  to  that  basis. 

In  a  dissenting  opinion  Commissioner  Hall  said  that  he  dis- 
agreed with  the  Commission  In  this  case  because  it  was  based 
cm  Security  Mills  &  Feed  Co.  vs.  Director-General,  62  I  c 
405.  He  disagreed  because,  as  he  said,  that  In  addition  to  fix- 
ing as  the  maximum  margin  of  reasonableness,  rates  which 
yielded  extremely  low  ton-mile  earnings,  and  awarding  repara- 
tion against  the  government  for  the  excess,  the  long  standing 
rate  parity  of  blackstrap  and  other  molasses  was  disrupted  and 
the  difficulty  of  policing  the  different  rates  disregarded.  In  his 
opinion  the  40  cent  rate  under  assault  was  unreasonable  only 
to  the  extent  that  it  exceeded  the  aggregate  of  Intermediates  on 
imported  blackstrap. 


RATES  ON   SILICA  SAND 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  12834,  Victory  Window  Glass  Co.  vs. 
A.  T.  *  8.  F.  et  al..  opinion  .  o  76«3.  69  I.  C  (V,  51-52,  as  to  rates 
on  silica  sand,  from  Gray's  Summit.  Mo.,  to  Augusta,  Kan.  The 
Commission  found  that  since  September  1.  1920,  a  32.5  cent  rate 
over  the  Missouri  Pacific  and  Santa  Fe,  and  a  21.5  cent  rate  over 
the  Missouri  Pacific  and  the  Frisco,  were  unreasonable  to  the 
extent  they  exceeded  13.5  cents  and  that  reparation  should  be 
made  to  that  basis. 


RATES  ON  CRUDE  PETROLEUM 

In  a  report  on  No.  11462.  Liberty  Oil  Co..  Ltd..  vs.  Director- 
General  and  Trinity  &  Brazos  Valley,  opinion  No.  7674.  69  I.  c 
W-7.  on  further  consideration,  the  Commission  found  the  rates 
charged  on  shipments  of  crude  petroleum,  described  in  the  origi- 
nal report.  64  I.  C.  C.  289.  from  Iowa  Park.  Tex.,  to  New  Mr- 
leans,  were  In  excess  of  those  applicable.  It  directed  refund 
and  said  that  if  refund  was  not  made  the  case  might  again  be 
called  to  its  attention. 


RATES   ON    CRUDE   MAGNESITE 

The  Commission  has  found  unreasonable.  In  No.  11886, 
American  Mineral  Production  Co.  vs.  Director-General,  Great 
Northern  et  al..  opinion  No.  7664,  68  I.  C.  C.  53-8,  rates  on  crude 
magneslte  from  Valley  to  Irvin.  Wash.,  during  federal  control. 
and  awarded  reparation.  It  held  the  rates  unreasonable  to  the 


extent  they  exceeded  7  cents  per  100  pounds  prior  to  June  25, 
1918,  and  9  cents  thereafter.  In  connection  with  this  case  it 
was  necessary  to  consider  the  status  of  the  Spokane  Interna- 
tional Railway.  The  Commission  held  it  was  under  federal  con- 
trol during  the  period  in  which  the  shipments  in  question  were 
moved. 


CRUDE   OIL   TO  OIL  CITY,   LA. 

An  order  of  dismissal  has  been  entered  in  No.  12208,  Union 
Refining  &  Pipe  Line  Company,  Inc.,  vs.  Director-General,  as 
agent,  opinion  No.  7669,  69  I.  C.  C.  79-80,  holding  rates  on  crude 
oil,  from  Burkburnett,  Iowa  Park  and  Wichita  Falls,  Tex.,  to 
Oil  City,  La.,  in  January  and  February,  1919,  were  not  unrea- 
sonable, and  that  the  complainant  was  not  damaged  by  reason 
of  any  undue  prejudice  that  may  have  existed. 


RATES  ON  COAL   IN   ALABAMA 

The  Commission  has  dismissed  No.  11634,  Fairfleld  Lumber 
&  Coal  Co.  vs.  Director-General,  as  agent,  Birmingham  Southern 
et  al..  opinion  No.  7672.  69  I.  C.  C.  87-89,  holding  rates  on  coal, 
from  Bankhead.  Ala.,  to  Fairfield,  Ala.,  and  from  Dora  and 
Carbon  Hill,  Ala.,  to  Pratt  City.  Ala.,  during  federal  control. 
were  not  unreasonable.  The  report  also  covers  a  sub-number, 
James  Meagher  vs.  Director-General  et  al.  The  complaints 
were  leveled  at  the  exaction  of  increases  on  each  factor  of  tin- 
combinations. 

Commissioner  Meyer,  concurring  in  the  order  to  dismiss, 
said  he  could  not  concur  In  any  finding  as  to  the  quality  of  the 
rates,  for  the  reason  that  the  Birmingham  Southern  was  not 
under  federal  control,  and  the  Commission's  jurisdiction  over 
Intrastate  rates  was  confined  to  those  applied  by  the  Director- 
General.  The  Commission  made  no  reference  to  the  Birming- 
ham Southern  other  than  to  say  it  was  not  under  federal  control. 


RATES  ON  FLOUR  AND  BRAN 

In  a  report  on  No.  12413,  Waggoner  &  Gates  Milling  Co.  vs. 
Director-General,  Missouri  Pacific  et  al.,  opinion  No.  7671,  69 
L  C.  C.,  83-C,  the  Commission  found  applicable  the  aggregate  of 
Intermediate  rates  to  and  from  St.  Louis  on  flour  and  bran  from 
Independence.  Mo.,  to  Nashville,  Tenn.,  nv'lled  at  Independence, 
from  wheat  shipped  from  Kansas  City,  but  originating  beyond. 
It  found  the  applicable  rates  not  unreasonable  or  otherwise  un- 
lawful because,  among  other  things,  that  the  combination  on  St. 
Louis  was  the  same  as  from  Kansas  City  and  Independence.  The 
complainant  rested  its  case  In  some  measure  on  the  fact  that 
from  Omaha  the  aggregate  of  Intermediate  rates  to  and  from 
Cairo  was  one  cent  higher.  The  Commission  said  that  because  the 
rates  from  Kansas  City  and  from  Omaha  to  Nashville  were  the 
same  for  the  same  character  of  service  there  was  no  departure 
from  the  fourth  section,  even  If  from  Omaha  the  aggregate  to 
and  from  Cairo  was  higher. 


DAMAGES    FOR    MISROUTING 

A  finding  that  a  carload  of  lath  from  Lyman,  Miss.,  to  Wilkes- 
Barre,  Pa.,  was  misrouted  and  an  award  of  reparation  have  been 
made  In  No.  122.r.n,  William  Danzer  &  Co.,  Inc.,  vs.  Gulf  &  Ship 
Island  et  al.,  opinion  ^o.  7665,  69  I.  C.  C.,  59-62.  Commissioner 
Hall  dissented.  He  admitted  that  the  shipment  was  misrouted, 
but  said  that  If  It  were  shown  the  loss  of  the  sale  to  the  Lebanon 
Box  Company,  the  consignee,  resulted  from  the  misrouting,  there 
woukt  still  be  no  warrant  for  fixing  the  amount  of  damage  as  the 
markr*  price  of  the  lath  at  Hagerstown.  Ind.,  less  the  freight  to 
thai  point.  The  lath  was  sent  to  Hagerstown  for  reconsignment. 


Tentative  Reports  of  the  Commission 


PROPORTIONAL  CLASS  RATES 

It  Is  the  opinion  of  Examiner  C.  I.  Kephart,  expressed  In 
a  proposed  report  on  No.  12709,  Chamber  of  Commerce  of  Grand 
Island.  Neb.,  et  al.  vs.  Aberdeen  &  Kockflsh  et  al.,  that  the  time 
has  come  for  the  Commission  to  grade  class  rates  from  the 
Mississippi  River  crossings,  on  traffic  originating  east  of  the 
Indiana-Illinois  state  line,  from  St.  Louis  and  from  Chicago,  to 
Grand  Island,  Hastings,  and  Columbus,  Neb.,  to  the  end  that 
rates  he  deems  unreasonable  and  unduly  prejudicial  shall  be 
removed  In  that  report  he  recommended  a  scale  of  propor- 
tional class  rates,  from  Mississippi  River  crossings,  from  St. 
Louis  and  from  Chicago  so  as  to  bring  them  within  what  he 
considers  reasonableness,  and  another  scale  of  proportionals  to 
remove  the  undue  prejudice  he  thinks  the  Commission  should 
flnrl  exists  against  the  complaining  cities  and  the  undue  pref- 
•i;ili;i.  and  the  points  In  so-called  Nebraska  differ- 
v.  such  ss  Lincoln.  Fremont  and  Beatrice,  In  which 
ar*  stated  toe  amounts  by  which  the  proportionals  from  the 


crossings,  St.  Louis  and  Chicago,  may  exceed  the  rates  to  Omaha. 
Kephart  approached  the  solution  of  the  matter  on  the  basis 
that  inasmuch  as  the  Commission,  In  other  cases,  among  which 
are  the  Klndel  case,  15  I.  C.  C.  555,  and  I  and  S.  No.  24,  21 
I.  C.  C.  546,  had  already  prescribed  proportional  class  rates 
between  the  Mississippi  and  Missouri  rivers,  and  through  class 
rates  from  St.  Louis  and  Chicago,  to  Denver,  the  solution  re- 
quired simply  a  determination  of  the  appropriate  gradation  of 
rates  at  Intermediate  points.  He  said  there  were  no  unusual 
conditions  to  justify  an  abnormal  level  at  such  intermediate 
points  as  Grand  Island  and  Hastings,  nor  at  Columbus.  He  said 
that  with  a  uniform  outbound  scale  In  force,  It  followed  that 
a  reasonably  uniform  Inbound  scale  should  be  made  applicable. 
In  other  words,  the  hump  In  rates  between  the  so-called  differ- 
ential territory  and  the  complaining  cities  should  be  removed 
so  the  ordinary  rule  of  rate-making  about  the  decrease  of  the 
ton-mile  as  the  distance  Increased  might  not  be  wholly  flouted. 
A  further  reason  for  making  a  gradation,  the  examiner  said,  was 
that  Grand  Island,  Hastings  and  Columbus  are  blanketed  with 
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Omaha  and  the  differential  territory  points  on  traffic  from  the 

PaClTheTOanoinalous  situation  of  Lincoln,  being  a  lower  basing 
point  from  MisaUsippl  River  crossings  to  interior  Nebraska  des- 
tinations than  Omaha,  should  be  corrected.  While  the  com- 
plaCng  points  in  Nebraska  were  small,  its  effect  was  not  .o 
keenly  felt.  Now  that  they  are  developing.  It  is  his  thought, 
their  protests  against  undue  advantage  enjoyed  by  their  corn- 
petto™  at  Lincoln  and  points  taking  Lincoln  rates  should  be 
Considered  in  the  light  of  existing  conditions  He  said  the  Mis- 
souri River  rates  from  St.  Louis  and  east,  via  the  Missouri 
Pacific,  should  be  confined  to  its  branch  through  Nebraska  City 
union  and  Plattsmouth,  and  the  rates  to  points  outside  of  Omaha 
on  The  branch  of  that  road  through  Talmage,  Dunbar,  Weeping 
Water  Louisville  and  Portal  should  closely  approximate  those 
^rom  a  uniform  grading  on  Intersecting  lines  westward 

•me  exanuu^r  did'not  find  his  task  as  easily  performed  as 
its  description.  The  first  thing  he  found  was  that  the  percent. 
age  relationship  between  the  classes  was  different  in  prac- 
tically every  scale  applying  throughout  the  territory,  the  sout 
east  apparently  not  havlnl  "anything  on  them  "  in  that  respect 
He  concluded  that,  inasmuch  as  he  was  primarily  concerned  with 
tabound  rates  to  Columbus,  Grand  Island  and  Hastings  and  their 
relationship  with  rates  to  Omaha.  Fremont,  Lincoln  and  Bea- 
trice the  structure  Jo  be  created  must  bear  a  fair  percentage 
relation  among  the  classes,  in  comparison  with  the  rates  to  the 
Ust  mentioned  group  of  destinations.  He  adopted  the  relation- 
Ships  prescribed  in  the  Kindel  case  as  the  best  suited  for  th 
needs  of  the  situation  with  which  he  was  dealing  and  which  he 

commendations,  in  full,  are  as  follows: 
The   Commission   should    find    that   the   present    class   rates    from 

out  In   the   following   tabulation:  „,..,„„ 

—  ~         *  .IHHHPH^»  ^ 

To  -i  2  3         4  6         A  B         C  D  E 

FROM  MISSISSIPPI  RIVER  CROSSINGS-PROPORTIONAL 
Columbus    .,.122  97  5     75.5     61         4|.B     55         42.5     34         ||         23^ 

111         87         70         66         63         49         39         32.5     26.5 

FROM   ST.    LOUIS 

104    81    65    52    68.5  45.5  36.5  30 
115    89.5  72    57.5  65    50.5  40.5  33    27.5 
118.5  92    74    59.5  66.5  52    41.5  34    28.5 

FROM  CHICAGO 

131       102         82         65.5     74         57         46         37.5     31 
145.5  113        91         73         82         63.5     51         42         34.5 
md  islana.isz        145.6  113        91        73        82        63.5    51 
The  Commission  should   further  find  that  the  present  class  rates 
m  the  same  origins  to  the  same  destinations  are  and  for  the  future 
wl  ™be •  undSy  prejudicial  to  complainants  and  unduly  preferential  of 
complainants'    competitors  at  Omaha,   Fremont.   Lincoln  and  Beatrice 
n  the  extent  that  they  exceed  rates  greater  In  amount  than  rates  to 
{he   las?  foSr   points   by   more   than  the  differences  between   the   fol- 
lowing Increments  over  the  Omaha  rates,   respectively. 

FROM    MISSISSIPPI    RIVER    CROSSINGS— PROPORTIONAL 

Classes 

1  1          3          4  5ABCDE 

0000000000 
10  4  4.5'     3.5       3  2  2 

Lincoln     13-5     10.5     ^8.5      7^     ^7.5     ^6  5  5555 

29         23         18         14^5     ll!5     13  10  8  6.5  5.5 

i -ran,      iimnri     47         37  5     29         23.5     19         21  16.5  13  11  9 

H-Bttags  .    47         371     29         23.5     19         21  16.5  13  11  9 

FROM  ST.  LOUIS 

Omaha  .000000000 

Fremont    .       .  10          8          6          54          4.5  3.5  322 

Be.tHce    12.5     10  7.5       6.5       5          6  4.5  3.5       2.5 

Lincoln     .         .17         13.5     M>.5       8.6       7          7.5  6  5  4  3 

Columbus    .     .  29        23         1.8         14.5     11.5     13  10  8  6.5  5.5 

Hastings  42.5     34         26.5     21.5     17         19.5  15  12  9.5  8 

Grand   Island.   47        37.5    29        23.5    19        21  16.5  13  11  9 
FROM  CHICAGO. 

Omaha    0          0          0          0          0          0  0  0          0  0 

Fremont    10          8          6          5          4          4.5  3.5  3          2  2 

Lincoln     17         13.5     10.5       8.5       7  7.5  6  5  4  3 

Beatrice    29        23         18         14.5     11.5     13  10  8          6.5  6.5 

23         18         14.5     11.5     13  10  8          6.5  6.5 

37.5     29         23.5     19         21  16.5  13  11  9 

37.5     29         23.5     19         21  16.5  13  11  9 


..... 
Columbus    ....  29 


for  the  con"  nuation  of  the  present  haphazard 
:he  rates  assailed  in  their  relation  to  rates  on  lumber  to  Cali- 
fornia But  he  pointed  out  the  complainants  were  not  asking 
for  chanaes  in  the  present  rates  to  California  points,  and  there- 
fore there  being  no  showing  of  damage  by  reason  of  the  unjust 
d°scHm7nation  or  undue  prejudice  alleged  the  complaint  should 
be  dismissed.  _  _ 

RATES  ON  COTTONSEED 

A  mileage  scale  for  application  on  cottonseed,  moving  from 
Arkansas  and  Louisiana  points  to  Fort  Worth,  Tex.,  based  on 
holding  of  unreasonableness  as  to  existing  rates,  and  an 
award  of  reparation  on  account  of  traffic  handled  under  the 
condemned  rates,  have  been  recommended  by  Examiner  Fred 
N  Oliver  in  a  report  on  No.  12504,  Fort  Worth  Cotton  Oil  .Mill 
et  al  vs  Director-General,  Jonesboro,  Lake  City  &  Eastern 
The  complaint  alleged  that,  since  June  25,  1918,  the 
rates  'had  been  unreasonable  and  in  violation  of  the  aggregate 
of  the  intermediates  part  of  the  fourth  section.  Oliver  agree 
with  that  except  he  said  the  violation  was  of  the  long-and-short- 

haUlCarrfe8rsaobjected  to  the  prescription  of  rates  for  the  future 
on  the  ground  that  the  movement  of  cottonseed,  from  Louisiana 
and  Arkansas,  is  not  naturally  In  the  direction  of  Fort  Worth, 
and  that  probably  never  again  would  a  condition  arise  under 
which  cottonseed  would  move  south  and  west,  as  during  t 

"'Oliver  said  the  Commission  should  prescribe  as  reasonable 
a  scale  beginning  with  13.5  cents  for  hauls  more  than  70  but 
not   more   than   80   miles,   increasing  a   cent  for   each   10-mile 
block  to  100  miles;   then  1.5  cents  for  each  20  miles,  to  2 
for  300  miles,  to  28  cents  for  320,  and  a  cent  more  for  each 
20-mile  block  up  to  360.    After  360  miles  are  reached  the  < 
aminer  said   the   rate  of  progression  should   be  1.5   cents  fo 
each  50  miles  and  then  2  cents  for  each  100-mile  block.    For 
hauls  over  two  or  more  lines,  he  said,  an  arbitrary  not  exceed- 
ing  2.5   cents   might   be   added.     Distances,   he   said,   should 
computed  by  the  method  prescribed  in  the  Southwestern  Class 
Case,  48  I.  C.  C.  379. 

COTTON  COMPRESS  CHARGE 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Harris  Fleming  in  a  re- 
port on  No.   13045,  Memphis   Freight  Bureau,  for  Barnwell 
Company  et  al.,  vs.  Director-General,  as  agent,  Mobile  &  Ohio 
et  al.     He   said   the   failure   of  the   Director-General   to   absorb 
out  of  the  applicable  rates  the  entire  compress   charge  of 
cents  per  100  pounds  on  various  shipments  of  cotton  forward 
from  points  in  Tennessee  and  Mississippi  to  interstate  destina- 
tions  on  and  after  November  1,  1918,  resulted  in  unreasonable 
charges.    The  Director-General  refused  to  absorb  more  than  1 
cents  of  the  15  cent  compress  charge  until  the  War  Industrie 
Board  had  held  that  that  would  be  a  reasonable  charge  in  view 
of  the  higher  cost  of  operating  the  cotton  compresses.    ' 
objected  to  paying,  except  on  a  showing  that  the  complainants 
had  actually  lost  money   by   reason   of    the    higher    compress 
charges.     The  report  also  embraces  No.  13046,  Same,  for  A.  B. 
Falk  &  Co.,  vs.  Director-General  and  Alabama  &  Vicksburg. 


RATES  ON  BOX  SHOCKS,  ETC 

An  order  of  dismissal  has  been  recommended  in  No.  13199, 
West  Coast  Lumbermen's  Association  et  al.  vs.  Director-General, 
as  agent.  Southern  Pacific,  et  al.,  on  a  holding  that  rates  on  box 
shocks,  crate  material  and  shingles,  from  Portland  and  points 
in  Washington,  to  San  Francisco  and  other  points  on  the  South- 
ern Pacific  in  California,  between  July  20,  1918,  and  January  31, 
1920,  were  not  unreasonable  and  there  was  no  proof  of  damage 
by  reason  of  the  alleged  undue  prejudice. 

Examiner  F.  C.  Hillyer,  who  made  the  recommendation,  said 
the  fact  that  rates  on  the  commodities  mentioned  were  higher, 
by  small  amounts  than  the  rates  on  lumber,  under  the  condi- 
tions prevailing  by  reason  of  water  competition,  was  not  suffi- 
cient to  show  the  rates  to  be  unreasonable  per  se.  He  said  the 
evidence  In  this  case  supported  the  conclusion  reached  in  Rates 


RATES  ON  CULVERT  PIPE 

In  a  tentative  report  on  No.  13420,. Colorado  Culvert  &  Flume 
Co.  vs.  Santa  Fe  et  al.,  Examiner  F.  C.  Hillyer  has  proposed  that 
the  Commission  hold  rates  on  galvanized  corrugated  riveted 
sheet-iron  arid  sheet-steel  culvert  pipe,  in  carloads,  from  Pueblo, 
Colo.,  to  points  on  defendants'  lines  in  Wyoming,  Utah,  Kansas, 
New  Mexico,  Arizona,  Nebraska,  Montana,  Idaho  and  South  Da- 
kota, as  legally  applicable  and  not  unreasonable,  but  unduly 
prejudicial.  He  recommended  the  undue  prejudice  ordered  re- 
moved, but  that  reparation  be  denied. 

The  complainant  alleged  that  the  fourth  class  rates  assessed 
on  the  pipe  were  illegal,  unjust,  unreasonable,  unjustly  dis- 
criminatory and  unduly  prejudicial  to  the  extent  that  they  ex- 
ceeded and  exceed  class  A  rates.  The  examiner  said  the  Com- 
mission should  find  that  the  ratings  and  rates  on  corrugated 
galvanized  riveted  sheet-iron  and  sheet-steel  culvert  pipe,  U.  S 
standard  gauge  No.  16,  or  thicker,  in  carloads,  minimum  24,000 
pounds  from  Pueblo  to  points  on  defendants'  lines  in  the  states 
named  above,  are  and  for  the  future  will  be  unduly  prejudicial 
to  the  extent  that  they  exceed  or  may  exceed  the  ratings  and 
rates  contemporaneously  maintained  from  and  to  the  same 
points  on  straight  galvanized  riveted  sheet-iron  and  sheet-steel 
pipe,  U.  S.  standard  gauge  No.  16,  or  thicker,  in  carloads,  mini- 
mum 24,000  pounds.  He  said  reparation  should  be  denied  for 
lack  of  sufficient  proof  of  actual  damages  due  to  the  undue 
prejudice  found  to  exist;  that  an  order  for  the  future  should 
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be  entered,  and  that  the  defendants  should  revise  and  clarify 
their  classification  ratings  on  culvert  pipe. 


BICARBONATE  OF  SODA  PROPORTIONAL 

Fifth  class  as  a  proportional  on  bicarbonate  of  soda  origi- 
nating east  of  the  Indiana-Illinois  line,  between  the  Mississippi 
River  and  Omaha,  in  the  estimation  of  Examiner  C.  I.  Kephart, 
Is  so  much  too  high  that  it  merits  condemnation  for  unreason- 
ableness. He  has  made  a  recommendation  of  that  kind  in  No. 
12(86.  Paxton  &  Gallagher  Company  et  al.  vs.  Director-General, 
as  agent,  C.  B.  ft  Q.  et  al.:  also  that  the  Commission  require 
the  carriers  to  make  reparation  to  the  basis  of  19  cents  from 
January  1.  1917.  to  August  25.  1920,  and  25.5  subsequent  to  the 
latter  date.  A  further  recommendation  is  that  the  carriers  be 
required  to  establish  the  last  mentioned  rate  for  the  future. 

This  condemnation,  according  to  Kephart,  should  be  founded 
on  the  fact  that  the  proportionals  on  other  sodas  were  less 
than  fifth  class  and.  generally  speaking,  approached  class  D 
rates.  Some  were  sixth  clans. 

The  carriers  raised  the  question  whether  the  Commission 
could  proceed  with  this  complaint  because  the  attack  was 
on  a  through  rate,  but  the  attack  was  leveled  only  against 
the  carriers  west  of  the  river.  Kephart  recommended  that 
the  Commission  hold  that  where  a  through  rate  la  a  com- 
bination of  the  full  locals.  It  Is  not  necessary,  as  a  Juris 
dlctlonal  matter,  to  bring  In  any  carrier*  other  than  those 
responsible  for  the  factor  alleged  to  be  unreasonable.  The  east- 
ern carriers,  he  said,  were  not  consult. -d  by  their  western  con- 
nections as  to  the  factor  between  the  Mississippi  and  Omaha. 

The  complainants  pointed  out  many  examples  of  the  car- 
riers, responsible  for  that  component  of  the  through  rate,  mak- 
ing much  lower  rates  on  bicarbonate.  In  fact,  he  said.  Omaha 
appeared  to  be  the  only  point  of  considerable  consumption  that 
had  been  left  on  the  basis  of  a  combination  of  the  locals. 


LUMBER  TO  BEAUMONT,  TEX. 


1  Fred  X.  Oliver.  In  a  report  on  No.  13502.  Standard 
Kxport  Lumber  Co.  vs.  Alabama  ft  Vlcksbnrg  et  al..  has  recom- 
mended  a  finding  that  a  Joint  through  commodity  rate  of  50  cents 
on  lumber,  from  Moss  Point.  Mi.--  .  to  P..  lumont.  Tex.,  applied  to 
a  carload  of  staff  that  moved  In  February,  1921.  was  unreason- 
able to  the  extent  It  exceeded  a  combination  of  28.5  cents,  based 
on  Xew  Orleans,  the  component  west  of  New  Orleans  being  ap- 
plicable only  to  export  stuff.  The  combination  was  collected, 
bat  the  carriers  came  back  asking  for  the  payment  of  an  under 
charge,  on  the  proposition  that  the  Joint  through  rate  was  legally 
applicable.  The  examiner  said  the  Commission  should  hold  the 
joint  rate  was  legally  applicable,  but  that  it  was  unreasonable, 
because  In  excess  of  the  combination.  The  Director-General 
contended  the  component  west  of  New  Orleans  applied  only  on 
export  traffic.  The  examiner  called  attention  to  the  fact  that  the 
rate  of  50  cents  was  not  restricted  In  any  way,  and  was  there- 
fore applicable  to  either  domestic  or  export  traffic  and  therefore 
In  violation  of  the  fourth  section. 


RATE  ON  TIN  CAMS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  suggested  by  Examiner  P.  K.  (iault.  In  a  report  on 
13368.  Armour  It  Company  vs.  Director-General,  as  agent,  as  to  a 
rate  of  27  cents  on  tin  cans,  carload*,  from  Cragln.  111.,  to  Bloom- 
er. Win  Examiner  Gault  reoommended  reparation  to  the  basis 
of  a  rate  of  20  cents  which,  he  said,  would  have  compared  favor- 
ably with  rate*  on  tin  cans  from  Craicin  to  other  points  about 
equally  distant.  The  traffic  Involved  moved  between  January  1 
and  May  1,  1918. 


PIG   IRON  TO  COLDWATER,   MICH. 

Examiner  Paul  O.  Carter,  In  a  report  on  Nn  li'ir,5.  Homer 
Co.  va.  Director-General,  as  at'-nf  Xew  York  central 
et  al..  has  recommended  a  holding  that  rates  on  pig  Iron, 
from  Detroit  to  Coldwater.  Mich.,  between  November  1,  1919, 
and  March  1.  1920.  and  from  Toledo  to  Coldwater.  since  No- 
vember 1.  1919.  have  been  unreasonable  and  unduly  prejudicial. 

-aid  the  Commission  should  hold  the  rate  of  $2.30.  from 
Detroit  to  Coldwater.  from  November.  1'J19.  to  March,  192o.  and 
the  rate  of  $2.10.  from  Toledo  since  November.  1919.  were  and 
are  unreasonable  to  the  extent  they  the  day 

irte  74.  HP  said  the  Commission  should  hold  un- 
reasonable the  rate  of  $2.94  charged  on  shipments  from  Toledo 
since  August  26.  1920.  to  the  extent  It  exceeded  $221  lie  also 
recommended  an  order  prescribing  $2.24  as  the  reasonable  rate 
to  be  charged  In  the  future  and  reparation  to  the  bases  Indi 


RATE   ON   SAND  TO  BELOIT,  WI8. 

Examiner    It    r    Wilson   has  recommended   Die  dismissal  of 

12727      Fairbanks.    Morse    *    Co.    vs.     ]>(•  --ral.    as 

agent,  on  a  holding  that  the  rale  on  sand,  from   Michigan  City. 

WIs..  between  June  25.  and   August  31.  1918.  was 

not   unreasonable   or   otherwise   unlawful.     The   complaint    waa 


against  a  rate  of  $1.20  per  ton,  plus  $3.50  per  car  for  switching 
at  Chicago.  Prior  to  June  25,  1918,  a  combination  of  87  cent* 
was  applicable,  plus  the  switching  rate  of  $3.50  per  car. 

MINIMUM  WEIGHT  ON  TWINE  AND  SWEEPINGS 
Failure  of  the  carriers  to  publish  "carrier's  convenience" 
rules  on  the  traffic  involved,  Examiner  Charles  R.  Seal,  In  a 
report  on  No.  13056.  California  Cotton  Mills  Co.  vs.  Southern 
et  al.,  says  should  be  held  to  have  resulted  in  unreasonable 
charges  on  shipments  of  cotton  twine  and  cotton-factory  sweep- 
Ings,  from  Uniontown,  Ala.,  to  Pacsteel,  Calif.,  on  13  cars  of 
twine  and  3  of  sweepings,  that  have  moved  since  March  1,  1920. 
The  charges  were  assessed  on  the  minimum  weights.  The  com- 
plainant asked  for  50-foot  cars.  Apparently  the  carriers  could 
not  furnish  them.  Instead  they  furnished  smaller  cars,  into 
which  the  complainant  did  not  load  the  minimum.  The  exam- 
iner calculated  how  many  more  bales  could  have  been  put  into 
each  car  and  recommended  reparation  to  the  minimum  weights 
so  ascertained. 

He  also  recommended  an  order  directing  the  carriers  to 
publish  rules  for  the  future  similar  if  not  identical  with  para- 
graphs "b"  and  "d,"  rule  2.  of  Countiss'  I.  C.  C.  1089. 


KANGAROO  AND   RABBIT   SKINS 

In  a  tentative  report  on  No.  13012.  American  Trading  Co. 
vs.  Director-General,  as  agent,  Examiner  J.  Leo  Flynn  has  rec- 
ommended a  holding  that  a  rate  of  $4.625  on  Imported  rabbit 
skins,  dry.  In  carloads,  from  San  Francisco,  Tacoma,  Seattle. 
and  Vancouver  to  New  York  and  Danbury,  and  the  same  rate 
on  Imported  kangaroo  skins,  dry,  in  carloads,  from  San  Fran- 
cisco to  North  Philadelphia,  were  unreasonable  to  the  extent 
they  exceeded  a  rate  of  $2  which  would  have  been  applicable 
had  the  traffic  moved  westward  Instead  of  from  the  west  to 
the  east.  The  shipments  In  question  moved  during  federal  con- 
trol. Flynn  recommended  reparation  to  the  basis  of  the  $2  rate. 
The  report  also  cover  Sub-No.  1,  the  Hatters'  Fur  Cutters'  Asso- 
ciation of  the  United  States  of  America  et  al.  vs.  Director- 
Geuerai:  Sub-No.  2.  Wllcox  Mofflln.  Ltd.,  vs.  Director-General, 
and  Sub-No.  3.  Surpass  leather  Co.  vs.  Same. 


RATE  ON   MINE  PROPS.  ETC. 

Examiner  Paul  O.  Carter  has  recommended  the  dismissal 
of  No.  13203,  The  Steel  *  Tube  Company  of  America  vs.  Direc- 
tor-General. Chicago  ft  North  Western  et  al.,  on  a  holding  that 
the  minimum  rate  of  $15  per  car  charged  for  the  transportation 
of  mine  props,  mine  timber  and  lagging,  from  points  In  northern 
Michigan  and  Wisconsin,  to  Ironwood  and  Bessemer.  Mich.,  In 
(he  period  from  July  30,  1919,  to  March  1.  1920,  was  not  unrea- 
sonable or  unduly  prejudicial. 


REFRIGERATION    CHARGES 

In  a  report  on  further  hearing  on  No.  10892.  Railroad  Com- 
missioners, state  of  Florida,  61  I.  C.  C.  438.  Examiner  Henry  J. 
Wagner  has  recommended  that  the  Commission  adhere  to  Its 
finding!*  announced  In  the  original  report,  agreed  upon  July  21, 
1921.  In  that  report  the  Commission  held  the  transportation 
and  refrigeration  charges  on  citrus  fruits  and  vegetables 
from  producing  points  In  Florida  were  not  unreasonable, 
except  that  the  haulage  charges  on  vegetables,  other  than 
celery,  under  refrigeration,  were  unreasonable  In  that  they  did 
not  provide.  In  those  Instances  where  a  lower  minimum  and 
higher  rate  applied  than  under  refrigeration,  for  the  alternative 
•MkMcatlon  of  the  same  rate  and  minimum  under  refrigeration 
as  under  ventilation;  and  except  that  the  refrigeration  charges 
were  unreasonable  to  the  extent  of  20  per  cent  of  the  cost-of-lce 
factor  embraced  therein. 

The  further  hearing  was  held  upon  petitions  of  both  com- 
plainants and  the  carriers. 


RATES    ON    MILK 

An  award  of  reparation  has  been  recommended  by  Exam- 
iner P.  F.  Gault  In  a  tentative  report  on  No.  13148.  Wisconsin 
Dairy  Products  Co.  vs.  Director-General,  as  agent,  on  a  finding 
that  charges  collected  for  the  transportation  of  canned  evapo- 
rated milk.  In  carloads,  from  Stoughton.  WIs.,  to  Racine.  WIs.. 
during  federal  control,  were  unreasonable  to  the  extent  that 
they  were  based  on  rates  In  excess  of  10.5  cents  per  100  pounds. 

RATES    ON    LUMBER 

Examiner  F.  W.  McM.  Woodrow,  in  a  tentative  report  on 
No.  13193.  the  Ingram  Day  Lumber  Co.  vs.  Gulf  &  Ship  Island 
Ry.  Co.  et  al.,  has  recommended  that  the  Commission  find  that 
the  rates  charged  on  lumber.  In  carloads,  shipped  from  Lyman, 
Miss.,  to  Gulf  port.  Miss.,  for  export,  from  March  1,  1920,  up  to 
the  present  time,  were  and  are  unreasonable  to  the  extent  that 
they  exceeded  or  exceed  a  rate  of  6  cents;  that  the  rates  charged 
on  lumber  from  Lyman  to  Mobile  and  New  Orleans  were  and 
are  unreasonable  t<>  the  extent  that  they  exceeded  or  exceed, 
a  rate  of  13  cents;  that  In  view  of  the  reductions  provided  In 
Reduced  Rates.  1922,  the  rates  of  5.5  cents  and  11.5  cent«,  re- 
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spectlvely,  should  be  established  for  the  future  and  should  be 

•djndged  reasonable  subsequent  to  July  1,   1922.     An  award  of 

urn   down   lo   the   basis  of  the   rates  of  6   cents  and    13 

linn  nili  il. 

RATES   ON    DRILLING   MACHINES 

An  award  of  reparation  has  been  recommended  by  Examiner 
Warren  H.  Wagner  In  a  tentative  report  on  No.  13323,  Parkers- 
burg  Rig  &  Reel  Co.  vs.  Baltimore  &  Ohio  Southwestern  et  al- 
oe a  finding  that  a  domestic  sixth  class  rate  of  99  cents  per 
100  pounds  on  4  carloads  of  well  drilling  machines,  k.  d.,  boxed 
and  crated,  shipped  September  9,  1921,  from  Parkersburg,  W. 
Va..  to  New  Orleans,  La.,  for  export  to  Mexico,  was  unreasonable 
and  for  the  future  will  be  unreasonable  to  the  extent  that  It 
exceeded  or  exceeds  68  cents  per  100  pounds. 

RATE  ON   FLUXING   LIMESTONE 

A  holding  of  unreasonableness  and  an  award  of  reparation 
I>een  recommended  by  Examiner  Paul  O.  Carter  In  No. 
13169.  Jones  &  Laughlin  Steel  Company  vs.  P.  C.  C.  &  St.  L.. 
as  to  a  rate  of  20  cents  per  100  pounds  on  fluxing  limestone, 
from  Kenneth.  Ind..  to  Pittsburgh,  during  May,  June  and  July, 
1920.  He  said  the  Commission  should  hold  it  unreasonable 
to  the  extent  it  exceeded  $2.50  per  ton,  and  that  reparation 
should  be  made  to  that  basis.  A  $2.50  rate  was  established 
after  the  shipments  moved. 


RATE  ON  STEEL  TANKS,  KNOCKED  DOWN 
Examiner  Warren  H.  Wagner  has  recommended  a  holding 
of  unreasonableness  and  an  award  of  reparation  in  No.  13326, 
Parkersburg  Rig  &  Heel  Co.  vs.  Missouri,  Kansas  &  Texas  of 
Texas  et  al.,  as  to  a  rate  of  $1.565  on  knocked-down  steel  tanks, 
shipped  from  De  Leon,  Tex.,  to  Casper,  Wyo.,  in  July,  1920. 
The  examiner  said  the  Commission  should  hold  the  rate  im- 
posed unreasonable  to  the  extent  it  exceeded  $1.325.  The  de- 
fendants did  not  appear  at  the  hearing.  They  expressed  a 
willingness,  by  letter,  to  have  the  $1.325  rate  applied  to  DeLeon, 
retroactively.  It  applied  from  near-by  points. 


RATE  ON  CEMENT  TO  CLEVELAND 
Dismissal  has  been  advised  by  Examiner  Paul  O.  Carter,  as 
to  No.  13163.  Cleveland  Builders'  Supply  &  Brick  Co.  vs.  Penn- 
sylvania. He  thinks  the  Commission  should  hold  a  rate  of  13.5 
on  19  carloads  of  cement,  shipped  from  Wilkinsburg,  Pa.,  Cleve- 
land, in  July,  1920,  not  unreasonable  or  otherwise  unlawful. 
even  If  It  was  in  excess  of  a  rate  of  9.5  cents,  in  effect  from 
Bessemer,  Pa.,  a  more  distant  point.  He  thinks,  however,  fourth 
section  relief  should  be  denied.  Shipments  were  made  from 
Wilkinsburg  in  1920  because  empty  cars  could  be  obtained 
there,  but  none  at  Universal,  where  the  cement  was  made. 
The  cement  was  trucked  from  Universal  to  Wilkinsburg,  a  dis- 
tance of  8  miles.  No  cement  originates  at  Wilkinsburg. 


RATES  ON  FUEL  OIL  DURING  GUARANTY  PERIOD 
Lack  of  jurisdiction,  Examiner  F.  C.  Hillyer  said,  should 
cause  the  Commission  to  dismiss  No.  13352,  W.  P.  Fuller  & 
I'lintpuny,  Inc.,  vs.  Southern  Pacific.  In  that  case  attack  was 
made  upon  the  California  rate  on  fuel  oil,  from  San  Francisco 
to  South  Francisco,  during  the  guaranty  period.  Eleven  car- 
loads were  shipped  between  March  8  and  August  17,  1920.  It 
was  alleged  the  rates  were  unjust  and  unreasonable. 

Hillyer  said  the  question  as  to  whether  the  Commission  had 
jurisdiction  depended  on  the  construction  placed  upon  section 
208  (a).  Inasmuch  as  the  Commission  had  informally  held  the 
section  did  not  authorize  it  to  award  reparation,  or  to  consent 
to  an  award  that  might  be  made  by  a  state  commission,  he 
did  no!  think  it  necessary  to  tell  why  he  thought  the  complaint 
should  be  dismissed.  He  merely  remarked  the  object  of  the 
statute  was  to  prevent  the  railroads,  without  the  Commission's 
consent,  reducing  rates  during  the  guaranty  period. 


RAILROAD  CONSOLIDATION  HEARING 

The  Traffic  World   Washington  Bureau 

Informative  traffic  statistics  and  pointed  objections  to  the 
Commission's  tentative  plan  for  the  consolidation  of  railroads 
bi.-Kun  being  put  into  the  record  in  that  proceeding  June  15,  when 
l lie  hearing  that  was  halted  April  24  was  resumed. 

-idem  C.   II.  Markham,  who  took  the  stand  to  offer  the 
ifs  lie  was  prepared  to  offer  April  24,  but  which  he  was 
not  given  an  opportunity  to  submit  because  other  railroads  sup- 
io  precede  the  Illinois  Central  were  not  ready,  said  ihe 
Illnols  Central  did  not  favor  the  inclusion  of  the  Seaboard  Air 
Line  or  the  Ti-nnessee  Central  In  a  system  with  it.     Their  ex- 
clusion, he  said,  would  result  in  the  excision  of  the  Carolina, 
•linchlMd   \-    Ohio,   and   the   Durban  branch  of  the  Norfolk   & 
in.  because  without  the  Seaboard  and  the  Tennessee  Cen- 
tral the  ninchfleld  and  the  Norfolk  &  Western  would  have  no 
connection   with   the  Illinois  Central.     The  Illinois   Central   did 
not  object  to  having  the  Gulf  &  Ship  Island  attached  to  It 


Objection  to  the  inclusion  of  the  Seaboard  and  the  Tennessee 
Central  Mr  Markham  said,  was  based  upon  the  history  and  the 
development  of  the  Illinois  Central,  and  the  purpose  of  its  crea- 
tion. It  was  brought  into  existence,  he  said,  to  serve  the  Missis- 
sippi Valley  from  the  great  lakes  to  the  gulf  and  to  provide  for 
transportation  of  its  products  within  the  valley,  with  branches  to 
aid  the  main  scheme.  It  Is  the  only  line  in  the  United  States,  he 
said,  that  truly  follows  the  lines  of  longitude  instead  of  those  of 
latitude.  It  was  planned  to  do  that  It  was  begun  with  that 
end  in  view  and  consistently  its  policy  has  been  to  carry  forward 
the  original  plan.  Mr.  Markham  quoted  from  Professor  Ripley, 
in  which  the  Harvard  professor  said  the  Illinois  Central  occupied 
a  unique  position  and  that  it  had  industriously  pursued  its  origi- 
nal plan. 

To  show  why  he  said  the  history  and  development  of  the 
Illinois  Central  were  in  opposition  to  such  a  consolidation  as 
the  Commission  has  proposed,  Mr.  Markham  traced  the  begin- 
nings and  development  of  the  three  larger  parts  of  the  system, 
namely,  the  Illinois  Central  lines  proper,  the  Yazoo  &  Missis- 
sippi Valley  and  the  Central  of  Georgia.  In  his  statistical  ex- 
hibits he  treated  the  Chicago,  Memphis  &  Gulf  as  a  distinct 
i-niity  also,  although  its  mileage  is  inconsequential,  compared 
with  the  totaLsystem  mileage  of  4,651.  In  his  history  and  maps, 
however,  the  Chicago,  Memphis  &  Gulf  was  not  treated  so  promi- 
nently. 

Among  the  historical  data  were  that  the  Illinois  Central,  under 
the  name  of  Chicago,  Dubuque  &  Sioux  City,  was  the  first  line 
from  the  east  to  reach  the  Missouri  River  and  that  when  E.  H. 
Harriman  acquired  the  Central  of  Georgia  in  1907  and  sold  it  to 
the  Illinois  Central  he  bought  a  railroad  which  was  controlled 
by  the  Southern  and  against  which  control  public  outcry  had 
been  going  on  for  a  long  time  because  the  Southern  and  the 
Central  of  Georgia  were  popularly  held  to  be  competitive.  The 
Central  of  Georgia  was  thrown  into  the  hands  of  receivers  in 
1892,  not  because  it  was  insolvent,  but  on  account  of  its  sup- 
posed violation  of  the  anti-trust  law.  The  application  for  re- 
ceivership expressly  set  forth  that  the  road  was  not  insolvent. 
The  receivership,  however,  put  it  into  such  condition  that  it  had 
to  be  reorganized.  Under  the  receivership  reorganization  it 
dropped  part  of  its  name  which  had  been,  in  part,  "railroad  and 
banking  company."  The  anti-trust  allegations  were  dropped  by 
those  making  them. 

At  various  points  during  the  presentation  of  traffic  statistics 
Mr.  Markham  brought  out  facts  tending  to  show  that  the  Sea- 
board and  the  Illinois  Central  instead  of  being  connections,  in 
many  things  are  competitors.  Early  in  his  statement  he  said 
that  only  a  few  cars  of  freight  were  interchanged  between  the 
Illinois  Central  and  the  Seaboard. 

"Then  you  are  rather  a  competitor  than  a  connection  of  the 
Seaboard"  interrogatively  suggested  Professor  Ripley. 

"Yes,  sir,  the  statistics  seem  to  indicate  that,"  said  Mr. 
Markham. 

Later  the  professor  asked  questions  concerning  the  traffic 
of  the  Ocean  Steamship  Company  of  Savannah,  owned  by  the 
Central  of  Georgia,  which  Mr.  Markham  asked  M.  N.  Wimburn 
of  the  steamship  company  to  answer.  Mr.  Wimburn  said  he  con- 
sidered the  steamship  company  a  competitor,  not  only  of  the 
Seaboard  as  a  railroad  but  as  a  competitor  of  its  steamship  line, 
and  a  competitor  of  all  other  railroads  bringing  traffic  from  the 
north  to  the  southeast,  and  to  some  extent,  competitor  with 
the  lines  serving  St.  Louis  and  Kansas  City. 

The  three  great  parts  of  the  Illinois  system,  Mr.  Markham 
said,  were  operated  as  grand  divisions.  The  Yazoo  &  Missis- 
sippi Valley,  he  said,  he  deemed  an  integral  part  of  the  Illinois 
Central,  even  to  the  extent  of  purchases  of  materials  and  sup- 
plies. The  Yazoo  &  Mississippi  Valley,  he  said,  had  but  little 
equipment  of  its  own.  Its  growth,  he  said,  had  been  possible, 
through  its  connection  with  the  Illinois  Central.  Its  tracks, 
he  said,  constituted  the  main  freight  line  for  the  Illinois  Cen- 
tral between  Memphis  and  New  Orleans  and  made  unnecessary 
the  double  tracking  of  the  Illinois  Central  proper.  Answering 
a  question  by  Commissioner  Hall  as  to  maintenance  cost,  Mr. 
Markham  said  that  on  account  of  the  illusive  eharacter  of  the 
soil  in  the  Yazoo  delta  and  the  lack  of  road-making  materials, 
the  cost  of  maintenance  on  the  Yazoo  &  Mississippi  Valley  often 
was  much  greater  than  on  the  Illinois  Central,  skirting  the  foot 
hills,  but  that  when  the  Yazoo  &  Mississippi  Valley  was  put  in- 
to condition,  the  results  obtained  in  the  operation  of  freight 
trains  was  worth  the  extra  cost. 


SANTA  FE  LOS  ANGELES  EXTENSION 
Application  has  been  made  to  the  Commission,  by  the 
Atchison,  Topeka  &  Santa  Fe,  for  permission  to  acquire  all  the 
stock  and  lease  the  property  of  the  Santa  Fe  &  Los  Angeles 
Harbor,  to  retain  the  excess  earnings  of  that  property,  and  to 
issue  $50,000  of  the  stock  of  the  harbor  railroad.  The  appli- 
cations, three  in  number,  constitute  the  routine  needed  to  be 
observed  by  the  Santa  Fe  in  extending  its  rails  to  the  harbor 
front  of  Los  Angeles  under  conditions  the  same  or  similar  to 
those  surrounding  the  opening  of  a  new  road  or  the  extension 
of  an  old  one.  The  harbor  line  will  be  12.54  miles  long,  the 
main  line  being  about  seven  miles  long. 
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SOUTHERN  INQUIRY  PROGRAM 

Commissioner  Eastman,  who  is  conducting  the  hearing  In 
the  southeastern  class  rate  inquiry  at  Atlanta,  has  made  a  com- 
plete announcement  of  the  program  for  further  hearings  in  that 
case,  as  follows: 

I  wish  to  make  an  announcement  In  regard  to  the  hearings 
for  the  presentation  of  the  shippers'  evidence.  I  have  talked  this 
matter  over  with  the  Committee  representing  the  State  Commis- 
sioner*, and  we  have  had  some  dlfflrulty  with  the  hearings  in  Sep- 
tember because  of  engagements  which  some  of  u.«  have  In  the 
first  part  of  September,  and  also  because  of  the  fact  that  the  Na- 
tional Association  of  Railroad  and  Utility  Commissioners  meets 
•roit  the  last  week  In  September. 

v. .  have  also  had  some  difficulty  In  assigning  the  time  for 
these  different  hearings  because  of  Insufficient  knowledge  as  to 
how  much  time  will  be  required.  We  have  endeavored  to  be  lib- 
eral In  assigning  the  time,  however,  because  we  realize  the  Im- 
portance of  this  investigation,  and  the  wide  expanse  of  territory 
which  It  cover*. 

The  dates  fixed  are  as  follows:  United  States  Court  Room*. 
Atlanta,  beginning  September  14.  and  continuing  until  s-  !•••  : 

•••  will  be  an   Inlermlsulon  of  a  week,  and  the  hear- 
ings  will   be   resumed  a>  -lates  Court    Rooms,  In   Alhevlllc. 

•  tober  I.  and  continue  there  until  October  II.     Then  we  will 

•i  at  Hotel  St.  Charles.  New  Orleans.  October  :3.  continuing 
until  Sovemb.-r  1.  We  will  then  go  to  the  Great  Northern  Hotel. 

igo.    beginning  r   (   and   continuing    to   November   IS, 

then   to  Merchants   Association  Rooms.   133    Broadwn        N  "rk. 

beginning  November  20.     We  have  not  assigned  any  clqsing  date 

It  may  be  necessary  to  assign  some  hearing*  for  the  presen- 
tation of  rebuttal  • 

The  hearings  at  Atlanta,  Ashevllle  and  New  Orleans  will  h- 
confined  to  the  presentation  of  evidence  with  respect  to  rates  ap- 
plying within  southern  classification  territory,  and  the  hearings 
at  Chicago  and  New  York  will  be  confin-d  to  the  presentation  ••! 
evidence  with  respect  to  Interterrltorlal  rates,  u  •  f.-.-l  It  desir- 
able to  make  that  separation,  not  only  for  n  nlence  of 

.e)  who  r,  -led  In  the  Intert.  rrltorial  rnt<-,  only,  but 

also  because  the  participation  of  the  State  Commissioners  In  this 
case  Is  confined  to  the  rates  within  southern  territory,  and  If  we 
did  not  separate  the  matter  In  that  way  It  would  be  necessary 
for  them  to  be  present  at  Chicago  and  New  York,  and  thus  take 
up  unnecessary  time  on  their  part 

T»f-re  are  two  exceptions  to  that  program.  It  appears  that 
the  rates  bet  .»ul>  an>t  points  within  southern  territory 

are  closely  allied  with  the  rates  In  souih-rn  territory,  and  have 
ided  In  that  category  In  the  •resentatlo*  of  the  carriers' 
evidence.  Ho  the  rates  to  n  will  be  covered  at 

the  hearings  at  Atlanta.  Ashevllle  or  New  Orleans.  The  same  |. 
as  to  an  that  may  be  offered  with  respect  to  the 

rate*  from  the  group  Including  Portsmouth.  Ohio.  Ironton,  Ohio: 
Ashland.  Kenova  »nd  llunllngton.  W.  Va..  which  are  closely  al- 
lied with  the  rates  within  southern  classification  territory. 

I  will  also  anti«"iM  ••  that  this  will  )>••  a  proposed -report  case. 
We  nave  felt  that  time  In  the  end  won',. I  be  saved  by  serving  a 
proposed  report,  and  preparing  that  •reposed  report  with  a  good 
deal  of  care.  I  am  afraid  If  we  did  not  do  that,  the  decision 
would  In  effect  be  a  proposed  report. 

SOUTHEASTERN  CLASS  RATE  INQUIRY 

(Special  correspondence  from  Attnnta,  da.) 

Testifying   on   the   proponed    rate  adjustment   between   the 

ral  Freight  Association  and  the  Illinois  Freight  Association 

•orieii  and  the  Southeast,  the  Carolina*  and  the  Mississippi 

Valley    territories.    U    K.   Ollphani.   formerly    assistant    general 

freight   agent   for  the   Ij»k«-   Krle   AT    W' -tern   Railroad,  member 

il    Freight    Association    auxiliary   committee,    and 

chairman  of  the  special  committee  of  C    K.  A.  carriers  appointed 

in   handle   the   present   adjustment,  took  the  stand  at   the  June 

8  cession  of   the   southern  class   rate    Investigation,   In  Atlanta. 

Commissioner  Eastman  was  In  the  chair,  after  an  absence 

of  three  days  In  Washington. 

Mr.  Ollphant,  whose  examination  was  conducted  by  W.  J. 
Stevenson,  general  solicitor  for  the   N    V    c.   &   St.    \...  brought 
first,  that  the  basis  of  the  rates  from  the  Central  Freight 
Association   territory  to  the  South  ha*  hitherto  been  by  lowest 
combination    nf    Intermediates,   with   a   very   limited   number  of 
To    points   In    the   Carolina.",    he   said,    there    hare 
been   In  effect  through  joint  rates  from   Buffalo.  Pittsburgh  and 
YoungMown.   and   points  In   the   Mahonlng  and  Shenango  valley 
made  through  Virginia  cities,  but   from  the  rest  of  the  C.  F.  A. 
iblnatlon  rate  bail*  applies  even  to  the  Caro- 
lina* 

He  then  outlined  the  historical  development  of  the  present 
pro|M*ial   of  ••!•».  that  a  system  of  through  Joint   rates 

be  established  between  C.  P.  A.  and  I.  F.  A.  territory  and  the 
three  main  section*  of  the  Southeast,  the  Southeast  proper, 
the  Mississippi  Valley  and  the  Carolina*  This  movement  be- 
gan, he  said,  with  a  conference  between  the-  C.  F.  A.  carriers 
»n<!  -native*  of  the  National  Industrial  Traffic  I>»ague 

In  March.  1920.  which  was  followed  by  the  appointment  of  a. 
carrier*'  committee,  and  other  conference*  which  culminated  In 
the  present  proposal  being  announced  at  a  conference  of  the 
carriers  and  northern  shippers  on  May  9.  1922.  He  said  that 
the  shippers  hail  I  with  the  carriers  very  little  com- 

plaint with  respect  to  the  rates  proposed. 

The    starting    point    for    the    proposed    rates   was   originally 
Detroit,    he  said,    il   being   proposed   to  establish   a   rate  of   210. 
Or*l  class,  from  Detroit  to  'Ireenvllle  and  Columbus,  Miss.    From 
rmingham  rould  not  well  he  higher  than  from   !>«•- 
'•"liimbii*.   Ml**.,   he  continued,  and   following  the  prin- 
ciples of   the   Commission   laid   down    in   the   so-called    Atlanta 


case,  the  rate  to  Atlanta  could  not  well  bo  held  higher  than 
to  Birmingham.  This,  then,  he  said,  resuted  in  the  rate  of  210 
to  Atlanta  and  Birmingham  from  Detroit.  The  transportation 
conditions,  etc.,  from  Detroit  and  from  Chicago  being  about  the 
same,  the  rate  from  Chicago  to  Atlanta  was  made  210. 

Having  determined  the  rate  from  Chicago  to  Atlanta,  it 
then  became  necessary  to  devise  a  method  of  determining  the 
rates  from  Chicago  to  other  points  in  the  Southeast  and  a  rela- 
tionship between  the  northern  origins  and  Chicago,  Mr.  Oliphant 
continued. 

The  witness,  In  explaining  the  formula  by  which  the  car- 
riers made  the  proposed  adjustment,  said,  that  the  rates  the 
carriers  are  proposing  are  under  no  circumstances  to  be  con- 
sidered a  differential  over  the  Ohio  River  crossings,  but  mani- 
festly. In  order  to  bring  about  substantial  parity  between  various 
northern  origins  and  various  southern  destinations,  some  method 
with  relation  to  the  first  class  rates  north  of  the  Ohio  Rivn 
had  to  be  considered.  He  said: 

The  proposed  rate  from  Evansvllle  to  Atlanta  of  the  southern 
line*  I*  1M.  Deducting  160  from  the  proposed  rate  from  Chicago  to 
Atlanta  (210)  gave  a  result  of  50.  Fifty  Is  56  per  cent  of  the  first 
class  rate  from  Chicago  to  Kvansville  of  S9tt. 

This   fixed  a  basis  which  could   tw  employed   from   the   renaming 
portion  of  the  C.  V.  A    territory  and  grant  substantial  "parity  \H-\\~ 
the  northern  points,  or  In  other  words,   we  took  this  SB  per  rent  und 
applied   It   to   the   prevailing   first   class   rates   from   other  sections   of 

'•rrltory  to  the  nearest  Ohio  River  crossing. 
lid  not  In  all  cases  take  56  per  rent  of  the  exact  first  class 
rate  from  any  particular  point  of  origin  to  the  nearest  Ohio  cross- 
Ing  because  such  a  method  would  necessarily  reduce  the  size  of  the 
group*  with  no  particular  gain  to  anyone,  hut  we  did  take  the  pre- 
dominating first  class  rate  and  generally  those  predominating  flrst 
class  rates  are  those  applying  from  the  principal  shipping  points 
within  that  particular  group. 

We   have    maintained   substantially   the   same   grouping   and    rela- 
tionship* as  e\  •  r   the  combination    basis.     To  Nashville,    the 
joint    Is   again    Chicago,    and   the    proposed    first    class    rate    from 
Chirngo  to  Nashville  Is  163.  the  same  a*  Is  applicable  now  to  Memphis, 
which    re  (lei  is    the    "Kxnminer    I'ltt    recommendation."    referred    to   In 
HUB   testimony.     The   rate  proposed    from    Kvansville  to  Nashville 
Is  101.    Deducting  this  figure  from   163.  the  nt.-   from   C|I!C:IKO.   l< 
•0.     Sixty    I*    120    |  '    the    difference    In    the    prop' 
from   Chirngo   to  Atlanta   and   the   proposed   rate   from    Evansvllle   to 
Atlanta   of   W. 

Having   >!•  th    Chlciigo   on    Atlanta   traffic 

from  the  rest  of  It  •  ••  56  per  cent  plan,   such 

figures  h'  •  •     the   basis  to 

ville.   thus  maintaining  the  s-  rn   relationship   to  Nash- 

ville  with   respect    to  Chicago  as   to    All. 

Having  il.  I..   Atlanta  and   Nashville,   and   fol- 

lowing the   theory   .  increasing   proportionally   a*   mileage   In- 

creases, It  was  thought  that  there  should  be  gradation  on  the 
northern  basis  between  N  i.«livlll.  on  th,.  north  and  Atlanta.  Rirmlng- 
hani  tly  the  rates  from  Chicago  to  this 

mediate   territory   a*   mn  • scnted    l>y    Chattanooga    and 

Kno>  ittir.     Ala.,     repri-scnt     a     split 

l~-t»..n    Nnshvlllf    and    Allan  .ver    the    Ohio    River,    or 

In  other  word*.  55  was  used  to  these  points  as  against  60  to  Nash- 
ville and  50  to  Atlanta. 

Klfly-flve  Is  110  per  cent  of  the  difference  over  the  Ohio  u-. 

Atlanta     from  •'.    and     to    maintain    the    grouping    ami 

relativity  within  the  north,   the  dlfr-  irest 

crossings  on  the  6£  per  cent  th.ory  used  to  Atlanta  has  been  In. 

creased    to    the    extent    of    10    per    cent,    and    the    result    applied    over 

the   proposed   rate  south   of   the    nearest    Ohio   crossings   to   the    Inter- 

•  rrltory  such  as   Knoxvllle.   <  'hattanooita.    lieciitur.   • 

The  basis  used  to  Atlanta  has  also  I.. .  n  n-.  .1  i,,  other  points  In 
the  southeast  to  which  Atlanta  Is  a  pivot,  also  to  Klrmlngham.  to 
that  roughly  described  as  south  of  the  line  of  the  Southern 

railway  Knoxville  to  Tuscombla  through  Chattanooga  and  Decatur. 

The  witness  then  showed   In  detail  a  number  of  examples 
of   applications   of   the   principles   explained   above   from    points 
C.    F.   A.   territory   to  the   Southeast.    Concluding    this 
of  his  subject,  he  said: 

In  the  aggregate  this  adjustment  as  proposed  from  C.  F.  A.  and 
I  K.  A.  !•  'ills  In  substantial  reductions  to  the  present  rules. 

although  necessarily  some  advances  result  where  points  In  ihe  paM 
have  Iwen  preferential!)  It  nlso  results  In  the  relationship 

In  northern  terrltorv.  one  shipping  point  against  anoth'-i.  it  i  •  tl.  .-ted 
substantially  In  the  C.  K.  \  ••  class  rates  and  treats  all 

ions  of  the  C.    F.    A.   and   I.    F.   A.    territory   In   a  similar   manner. 

In  taking  up  the  adjustment  proposed  for  the  Carolina!*. 
Mr  Oliphant  said  that  under  It.  all  sections  of  the  C.  F.  A.  and 
I  K.  A.  territory  will  be  treated  in  a  similar  manner  and  rel- 
ative through  rates  are  proposed  for  this  entire  territory.  II- 
said: 

It  is  necessary,  under  an  adjustment  of  this  character,  that 
those  particular  sections  that  have  hitherto  |M>CII  preferred  by 
through  Joint  class  rates  will  not  secure  the  same  measure  of  re.ltic- 
tlon  as  olher  sections  not  so  prefetn  'I 

.  our  territory   we  look   upon   the  south  as  a  whole,   and  con- 
.linaa  in  the  same  light   as  we  do  the  rest  of  the  south. 
and    In    our    opinion    the    same    general    methods    of    determining    our 
through    Joint    class    rates    sli  mploycd    as    to    the    southeast. 

Therefori  .  we  propose  using  the  Ohio  River  us  a  base  and  applying 
the  sami 

We.  however.  are  confronted  with  a  somewhat  difficult  situation 
to  th>-  I'uolinas  than  •  lo  the  southeast  by  reason  01 

relative  low  rates  from  C.  F.  A.  territory  to  the  Virginia  citlc«  an. I 
ihe  f.-i.-i  that  the  Virginia  cities  lo  a  considerable  portion  of  the 
••HI  In  on  the  Ohio  River  adjustment.  Therefore  In 
con«tructing  our  through  rates  to  the  Carolina*,  we  have  used  the 
Ohio  a*  a  ba»e  except  where  the  Virginia  cities  may  cut  in. 

Commissioner  Kaslman  m*kc>d  the  witness  whether  the  large.- 
bulk  of  traffic  moved  from  C.  F.  A.  territory  to  tho  Carolitin- 
by  way  of  the  Virginia  cities  or  by  way  of  the  Ohio.  M-  f 
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plied  that  both  ways  were  largely  used,  and  that  he  believed 
that  the  larger  portion  of  the  traffic  moved  over  the  Ohio— and 
that  practically  all  of  the  traffic  to  the  southern  portion  of  tin- 
Carolina  territory  moved  by  way  of  the  Ohio. 

Continuing,  he  said  that,  regardless  of  the  fact  that  the 
rates  to  the  Virginia  cities  are  on  a  somewhat  low  level,  the 
Commission  having  so  found  in  previous  cases,  the  carriers  have 
used  this  relatively  low  level  of  rates  to  the  Virginia  cities  in 
a  vast  majority  of  instances  in  determining  the  proposed  maxi- 
mum rates  to  the  Carolinas. 

After  making  exhaustive  comparisons  showing  the  process 
by  which  the  carriers  evolved  their  rate  adjustment  from  C.  F.  A. 
territory  to  the  Carolinas,  Mr.  Oliphant,  going  back  to  the  dif- 
ferences in  the  through  rates  proposed  to  the  Carolinas,  and 
using  Raleigh  as  Illustrative  versus  the  local  rates  to  Virginia 
cities,  gave  the  following  comparisons: 

The  first  class  rate  proponed  to  Raleigh  from  Cleveland  is >  187: 
the  present  first  class  rate  to  Virginia  cities  from  Cleveland  is  118M*. 
the  difference,  therefore,  is  S8H.  From  Toledo,  O..  the  proposed 
first  class  rate  to  Raleigh  Is  189;  to  Virginia  cities  120.  a  difference 
of  69  From  Lima.  O..  the  proposed  first  class  rate  to  Raleigh  Is 
187;  to  Virginia  cities.  123.  a  difference  of  64.  From  Chicago,  the 
proposed  first  class  rate  Is  216;  and  the  rate  to  Virginia  cities  is 
154H.  a  difference  of  61%. 

He  emphasized  that  the  proposed  rates  were  not  made  on 
a  differential  basis,  and.  in  answer  to  queries  from  Attorney 
Stevenson,  cited  a  number  of  authorities  in  proof  of  his  state- 
ment that  the  rates  <to  the  Virginia  cities  are  now  on  a  basis 
lower  than  they  might  properly  be. 

The  general  method  by  which  the  carriers  determined  the 
proposed  rates  from  the  C.  F.  A.  territory  to  the  Mississippi 
Valley  and  arguments  for  the  justification  of  such  proposed 
rates  was  then  taken  up  by  the  witness.  He  said: 

Rates  from  Chicago  and  Indianapolis  have  been  revised  to  a 
dry  land  basis  in  accordance  with  the  decision  of  the  Commission  in 
the  Memphis-Southwestern  case  The  rates  from  C.  F.  A.  territory. 
while  subject  to  some  revision'  as  result  of  the  revision  for  Chi- 
cago. St.  Louis,  and  the  Ohio  River  crossings  as  referred  to,  still 
reflect  the  old  and  large  groupings  and  the  differences  that  have 
existed  over  St.  Louis  over  a  long  period  of  years,  which  difference 
did  reflect  the  conditions  when  rates  were  made  on  a  strictly  water 
competitive  basis. 

Furthermore,  from  C.  F.  A.  territory  through  joint  rates  are 
only  In  effect  at  the  river  points  and  gulf  ports.  To  the  large  inter- 
mediate area  in  the  Mississippi  valley  full  combination  of  inter- 
mediates arc  applicable,  resulting  in  higher  rates  to  intermediate 
points  than  to  points  beyond.  While  this  adjustment  is  protected  by 
Fourth  section  petitions  filed  in  1910.  said  petitions  have  not  been 
acted  upon,  and  the  Commission  has  clearly  indicated  in  its  decision 
affecting  Chicago  and  the  Ohio  river  that  the  rates  to  the  interior 
should  not  exceed  the  rates  to  the  river  points  beyond. 

With  this  In  mind,  it  was  necessary  to  bring  about  an  adjust- 
ment from  C.  F.  A.  to  the  river  points  that  could  be  applied  to 
the  interior  territory  now  subject  to  combination  basis  and  at  the 
same  time  dove-tail  somewhat  into  the  adjustment  east  of  the 
Mississippi  valley. 

In  revising  the  rates  from  C.  F.  A.  territory  to  the  Mississippi 
valley  points  now  subject  to  through  joint  rates,  conservatism 
was  displayed  by  the  carriers,  it  being  their  desire  not  to  bring  about 
any  greater  Increases  than  were  absolutely  necessary  and  in  de. 
termlning  the  rates  the  C.  F.  A.  territory  was  divided  into  reason- 
ably sized  groups,  grading  up  from  Chicago  and  Indianapolis  on 
the  west  until  the  eastern  trunk  line  adjustment  was  approached. 

Past  grouping  which  brought  about  the  application  of  virtually 
the  same  rate  from  the  larger  portion  of  the  C.  F.  A.  territory  re- 
gardless of  mileage  and  transportation  services,  have  been  somewhat 
disregarded  and  new  groupings  more  comparable  with  transportation 
services  as  might  be  reflected  in  the  adjustment  of  the  class  rates 
under  the  so-called  Dlsque  scale  to  Cairo,  111.,  have  been  established. 

Mr.  Oliphant's  testimony  went  into  exhaustive  detail  In  re- 
gard to  the  rates  from  C.  F.  A.  territory  to  the  Mississippi  Val- 
ley territory.  He  took  up  in  turn  each  of  the  twenty  C.  F.  A. 
groups,  and,  by  comparison  and  reference  worked  out  to  the 
smallest  detail,  carried  on  his  argument  purporting  to  justify 
the  through  joint  rates  proposed.  He  was  on  the  stand  through- 
out the  whole  of  the  June  9  session,  although  he  was  supposed 
to  conclude  on  June  8. 

He  called  attention  repeatedly  to  the  fact  that,  at  the  present 
time,  there  are  no  through  joint  rates  to  points  in  the  Mississippi 
Valley  except  to  six  Mississippi  River  points  and  a  few  points 
that  have  been  grouped  therewith,  while  to  the  remaining  por- 
tion of  that  territory,  a  vast  section,  combination  rates  have 
most  generally  applied  in  the  past,  resulting  in  higher  rates  to 
that  territory  than  to  points  on  the  river  beyond.  He  repeated 
that,  under  the  proposed  rates,  the  rates  to  the  river  points  are 
applied  to  the  interior  points  under  exactly  the  same  destination 
grouping — not  necessarily  the  same  relationship  one  group  to 
another — as  has  been  used  from  Chicago  with  tbe  exception  that 
from  the  Youngstown,  Pittsburgh  and  Buffalo  groups,  special 
groups  had  to  be  made  to  take  care  of  Meridian  and  Hattiesburg, 
because  of  the  eastern  trunk  line  situation.  He  said: 

This  results  in  very  material  reductions  in  rates  to  the  In- 
terior, which  reductions  far  offset  any  advances  that  are  contem- 
plated to  river  points  beyond.  We  believe  undoubtedly,  looking 
at  the  matter  from  strictly  a  rate  standpoint,  that  we  can  Justify 
considerably  higher  rates  than  we  are  here  proposing  to  the  river 
points,  but  we  have  looked  at  the  matter  from  the  viewpoint  of 
i  hlcago  on  the  west  and  the  trunk  lines  on  the  east,  and  have 
made  only  such  increases  In  the  rates  where  conditions  absolutely 
required,  and  In  order  that  the  rates  to  the  Mississippi  River 
points  could  be  applied  to  the  Interior  territory  and  the  adjust- 
ment to  the  Mississippi  Valley  could  be  blended  Into  the  adjust- 


ment   to    the    points    east    thereof,    located    In    what    is    known    as 

The  rates  heretofore  reflecting  as  they  did  the  old  element  of 
water    competition    were    made    originally    without    regard    to    the 
rest  of  the  southern  territory,  therefore  necessary  on  a  big  record 
of  this  kind  involving  the  entire  south,  advances  in  these  depre 
rates  must  occur  here  and  there. 

He  next  made  a  comparison  between  the  Southern  Classi- 
fication rating  and  the  Official  Classification  rating,  demonstrat- 
ing, by  detailed  exhibit  statements,  the  great  variation  in  the 
classification  ratings  in  southern  classification  and  official  classi- 
fication. 

A  comparison  of  the  present  and  proposed  rates,  from  2 
representative  points  in  Central  and  Illinois  Freight  Association 
territories  to  19  representative  destinations  in  the  South,  was 
presented  by  the  witness  in  an  exhibit.  The  exhibit  was  based 
on  every  possible  classification  combination  taken  from  the 
analysis  of  April  10,  1922,  and  based  entirely  upon  present  rates. 

In  another  exhibit  he  compared  the  present  and  proposed 
rates  on  commodities  actually  moving  from  selected  points  in 
the  South,  using  Atlanta,  Ga.,  as  the  southern  keypoint,  and  in 
another,  showed  the  present  and  proposed  rates  on  commodities 
:<  i  t  uilly  moving  to  some  point  in  the  Carolinas  taken  from  way- 
bills issued  April  10,  1922,  L.  C.  L.,  from  selected  C.  F.  A.  points. 
Other  exhibits  compared,  from  many  different  angles,  the  present 
rates  and  the  proposed  rates,  all  of  them  bearing  out  his  con- 
tention, that  under  the  proposal  the  through  joint  rate  system 
is  feasible,  fair  and  equitable,  and  that  it  means  most  substan- 
tial reductions  under  present  rates. 

Later,  discussing  the  combination  of  intermediates  as  maxi- 
mum, Mr.  Oliphant  said: 

It  must  be  apparent  to  all  that  working  up  an  entirely  new 
adjustment  of  the  scope  of  this  one,  with  varying  classifications 
north  and  south  and  varying  methods  of  making  rates,  no  scheme 
of  through  joint  class  rates  can  be  devised  by  anyone  without  in 
cases  exceeding  the  combination  of  regularly  published  rates  from 
and  to  the  gateways,  unless  the  minimum  rates  in  all  cases  were 
adopted,  which  would  in  my  opinion  have  a  detrimental  effect  on 
shippers  and  carriers  alike,  by  reason  of  the  resulting  conditions 
of  the  railroads,  and  even  If  we  should  attempt  to  follow  the 
minimum  plan,  I  do  not  think  in  all  cases  we  could  avoid  exceed- 
ing the  combination  in  the  class  rates  themselves. 

As  to  the  bearing  that  the  fourth  section  has  upon  the  pro- 
posal of  the  carriers  regarding  the  territory  being  discussed, 
the  witness  said  that  the  carriers  are  extremely  hopeful  that  the 
Commission  will  take  a  broad  view  of  the  fourth  section  situa- 
tion and  grant  fullest  possible  relief. 

He  said  that  he  had  approached  the  fourth  section  situation 
from  these  viewpoints:  That  every  fourth  section  departure  that 
may  exist  can  be  cured  or  overcome  by  the  closing  of  a  railroad 
route;  that  the  closing  of  a  railroad  route  to  overcome  fourth 
section  departures  will  be  of  no  benefit  to  anyone,  either  the 
railroads  themselves  or  the  shippers,  and  at  times  will  un- 
doubtedly prove  of  detriment,  particularly  to  the  shippers;  and 
that  it  is  to  the  particular  interest  of  all  concerned  that  all 
routes  be  kept  open  and  that  the  Commission  be  as  lenient  as 
possible  in  granting  fourth  section  relief.  He  said: 

It  must  be  appreciated  that  in  working  up  a  system  of  rates 
of  the  scope  we  are  here  presenting,  and  one  that  is  predicated 
on  the  grouping  plan,  that  a  strict  adherence  to  the  fourth  section 
is  impossible. 

Under  the  amended  transportation  act  the  Interstate  Com- 
merce Commission  enjoys  exactly  the  same  authority,  with  respect 
to  granting  fourth  section  relief,  as  they  have  always  enjoyed, 
except  when  fourth  section  relief  is  sought  entirely  on  grounds 
of  circuitous  routes  or  to  meet  water  competition. 

It  is  not  our  purpose  to  ask  for  fourth  section  relief  on  either 
of  these  grounds,  but  entirely  on  grounds  of  grouping  and  rate 
relationships  and  the  desire  to  afford  the  shippers  as  many  avail- 
able routes  as  possible.  This  latter  is  particularly  desirable  in 
times  of  stress  such  as  car  shortage,  congestion,  terminal,  or 
otherwise,  washouts,  etc.,  and  although  open  fourth  section  au- 
thority may  make  available  routes  that  may  be  considered  un- 
duly long,  these  routes  do  become  under  stress  conditions  the  most 
expeditious  route  available  to  the  shippers. 

It  is  also  desired  that  no  limitation  as  to  minimum  mileage 
be  placed  upon  the  carriers  and  to  this  I  refer  because  in  the 
past  the  Commission  has  in  some  cases  indicated  that  fourth  sec- 
tion relief  would  not  be  granted  via  routes  exceeding,  by  15  per 
cent,  the  shortest  possible  route. 

At  the  conclusion  of  his  testimony,  Mr.  Oliphant  paid  a 
high  compliment  to  the  conduct  of  the  investigation,  saying  to 
Commissioner  Eastman  that  it  was  not  only  the  largest  that 
he  ever  attended,  but  that  it  was  the  best  administered. 

During  the  day  Commissioner  Eastman  read  into  the  record 
the  letter  he  received  June  8  from  A.  J.  Maxwell,  corporation 
commissioner  for  North  Carolina,  in  which  he  said  that  he  begged 
to  be  excused  from  further  attendance  at  the  inquiry,  because 
he  found  himself  "unequal  to  the  task  of  maintaining  his 
judicial  poise."  Commissioner  Eastman  read  also  his  reply  to 
the  letter  into  the  record,  in  which  he  told  Mr.  Maxwell  that  he 
regretted  that  he  found  it  nocessary  to  retire,  and  that  in  future 
his  counsel  and  advice  and  further  participation  would  be 
welcomed. 

Wright  and    Menzies  Testify 

N.  B.  Wright,  assistant  freight  traffic  manager  of  the  Central 
of  Georgia,  and  James  Menzies,  freight  traffic  manager  of  the 
Atlantic  Coast  Line,  were  the  witnesses  June  10,  discussing  the 
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proposed  class  rate  adjustment  as  it  applies  between  interior 
southeastern  points,  and  giving  justification  for  the  changes  pro- 
posed in  the  cases  of  hundreds  of  specific  points  surrounding 
Atlanta.  Birmingham.  Montgomery,  and  other  southeastern  traf- 
fic centers. 

Mr.  Wright  explained  the  rates  to  points  for  which  Atlanta 
and  Birmingham  are  considered  the  pivot  in  the  present  adjust- 
ment proposals,  while  Mr.  Menzies  discussed  the  points  around 
Montgomery. 

Their  testimony,  in  general,  dealt  specifically  with  the  ex- 
planations made  in  a  general  way  by  Charles  H.  Barham.  one 
of  the  first  witnesses  for  the  carriers  In  this  investigation. 

They  contended  that  the  rates  they  proposed,  although  they 
showed  increases  over  present  rates  from  the  pivot  points  to 
the  points  requiring  comparatively  short  hauls,  offered  reduc- 
tions In  the  rates  for  long  hauls,  and  that  the  reductions  balanced 
the  Increases. 

They  furthermore  emphasized  the  point  that  the  rates  pro- 
posed would  eliminate  entirely  cases  of  discrimination,  und  that 
the  basis  for  them  was  fair  and  equitable.  The  adjustment,  they 
said,  would  remove  the  cause  for  the  rate  disputes  that  have  In 
the  past  brought  about  so  much  expense  and  inconvenience  to 
both  the  shippers  and  the  railroads. 

Repeating  the  statement  first  made  by  Mr.  Barham.  that 
about  90  per  cent  of  the  freight  moving  on  class  rates  to  In- 
terior points  In  the  Southeast  was  in  less  than  carload  lots, 
and  emphasizing  again  the  high  terminal  costs  in  handling  such 
shipments,  both  witnesses  sought  to  justify  the  increases  pro- 
posed to  many  points  scattered  throughout  the  Interior  of  the 
southeastern  territory. 

The  tines  In  many  cases  lose  money  on  less  than  carioad 
shipments  because  of  the  low  rates  of  the  past  and  the  high  cost 
of  loading,  unloading,  and  storing  the  less  than  carload  freight, 
they  said. 

The  value  of  the  L.  C.  L.  goods  is  very  high  compared  to 
the  freight  charges,  thus  causing  the  carriers  considerable  risk 
In  the  matter  of  claims,  they  said,  and  the  value  of  the  goods 
Is  such  that  slight  Increases  In  freight  rates  upon  the  goods 
meant  practically  nothing  to  the  shipper,  or  to  the  consumer. 

The  witnesses  presented  detailed  exhibits  showing  the  pres- 

tnd  proposed  rates  out  of  Atlanta,  nut  of  Birmingham  and 
f-ut  of  Montgomery,  on  the  main  line  roads  serving  the  terrl- 

Among  the  comparisons  in  the  case  of  Atlanta  were  the 
following: 

From  Atlanta,  to  Chattanooga,  present  rate  I»«4;  proponed 
rale.  ins.  to  Illrmlngham.  PI  • '• :  propo^.  .  Tusca- 


pren- 
mg.  Mis*.,    present.    1S5.    pro- 


IOOM.  Ala.,   preii.-nt.    Ill',:    P< 
»ni.    ll'i'-i      pr.ip.ioed.    II' 

T»   Xew  Orlean*.  pre»ent.   ISf'i.   Proponed.   110;   to  We*t    Point. 

«4:    propound.     JI;     to    Opellka.     Aln  .     ; 
proposed.    101:    to    Rrunowlck.    rja .    promt 


Jack»onvllle.     Fla..    IT.  ..nt.    9t:    proposed.     140;    I 
present,   IIS;  proponed.   US.  '  •  k.    Fla..   pr 

poned.  14(:  to  Augusta.  <;».   present,   in].    : 
ton.     present.    *4:     proposed.     100;     to    Monti- 
proponed.    117^  to    Amerlcii*.    <!a..    present.    in&:    p 


'!«. 

117 

T«ll«h»Ki""-.    Fla..    pre*«*nt.    177      proposed.    145;    t  .  rr»- 

rni.  91:  proposed.   121;  and  to  Memphl*.   pr.-««-nf.   ISO;   proponed.  ISO. 

\V  H.  Paxton.  general  freight  agent  of  the  Southern  Rail- 
way, returned  to  the  witness  stand  June  12  to  discuss  further 
the  proposed  adjustment  between  Interior  southeastern  points 
and  rates  between  southeastern  points  and  Mississippi  Vail-  > 
territory. 

'!••  took  up  particularly  the  adjustment  between  Tennessee 
cities  and  the  southeast  and  Mississippi  Valley,  following  HI.- 
same  general  arguments  of  justification  advanced  by  Mr.  Wright 
and  Mr.  Menzies  on  June  10.  Thf>  di- Mission  of  rates  bet* 

rior  points  was  among  the  moat  detailed  yet  submitted,  each 
witness  presenting  thick  and  heavy  tables  of  comparative  fig- 
ures, each  of  which  showed  scores  of  local  stations  on  the  vari- 
ous lines  with  present  and  proposed  rat.'*  compared. 

in  general,  the  proposed  rate*  followed  the  scale  between 
major  points  presented  by  previous  witnesses,  although  the 
rates  for  short  hauls.  In  many  case*,  showed  Increases  for 
reasons  already  given. 

Local  Adjustments 

Testimony  on  local  adjustments,  the   next   big  topic  of  the 

carriers'  end  of  the  inquiry,  began  on  the  afternoon  of  June  12. 

when  J.  P.  Kirk,  assistant  general  freight  agent  of  the  N.  C.  A 

•ok  the  stand  to  discuss  the  local  adjustments  on  his 

railroad   between   Ohio  River  crossings   and   related   point? 

•>.  Nashville.  Mississippi  River  crownings.  Gulf  ports,  east- 
ern and  Virginia  cities,  and  Central  Freight  Association  territory. 

Thirteen  railroads  will  testify  on  li»-al  adjustmens. 

•  rneys  Rixey  and  ThurU-ll  handled  th«  examination  of 
Mr.  Kirk,  who  discussed  in  detail  the  adjustments  proposed  in 
the  territory  rmrred  by  the  N.  C.  &  St.  I,  Like  that  of  the 
thr^e  previous  witnesses,  his  general  arguments  in  justification 
of  proposed  Increases  detailed  those  made  by  Mr.  Barham,  the 
witness  for  the  carriers. 

James   Menzies  made  hit  second  appearance  on   the  stand 


June  13  to  testify  as  to  the  proposed  rate  adjustment  from  all 
origins  to  Florida  points.  Outlining,  first,  the  traffic  conditions 
that  obtain  in  the  peninsula,  and  sketching  in  brief  the  founda- 
tion for  the  present  system  of  class  rates  based  on  Jacksonville, 
he  said  that  the  carriers  proposed  to  publish  through  rates  from 
the  Ohio  River  crossings.  Eastern  and  Virginia  Cities,  etc.,  doing 
away  with  the  present  form  of  separate  publication  of  factors 
to  and  beyond  Jacksonville. 

"Th°  proposed  rates  from  the  Ohio  and  Mississippi  River 
crossing,  .ind  related  points  and  from  Virginia  and  Eastern 
cities,"  he  said,  "are  based  on  proportional  rates  to  Jacksonville 
plus  specifics  south,  the  sum  of  which  produce  through  rates 
which  In  our  opinion  will,  on  equivalent  tonnage,  substantially 
maintain  our  present  earnings  on  business  destined  to  points  in 
the  Peninsula  of  Florida  as  a  whole." 

The  witness  explained  that  37  per  cent  of  the  Atlantic  Coast 
Line  mileage  was  In  Florida;  that  29  per  cent  of  the  Seaboard 
Air  Line  mileage  was  in  that  state;  that  there  were  28  railroads 
operating  in  the  state  with  total  mileage  of  5,126.72;  and  that 
only  2  per  cent  of  the  mileage  of  the  Atlantic  Coast  line  in 
Florida  was  at  any  time  engaged  in  the  transportation  of  trans- 
state  traffic,  lie  further  stated,  in  efforts  to  bring  out  the  fact 
that  Florida  was  almost  solely  a  terminal  state,  that  no  part  of 
i  he  A.,r.  I*  or  S.  A.  L.  in  the  peninsula  could  be  termed  a  trunk 
line.  He  gave  arguments  why  the  peninsula  lines  in  Florida 
should  have  higher  rates  than  In  other  states  and  why  they 
should  earn  specific  proportions  on  the  Peninsula  proper  south 
of  Jacksonville. 

In  the  above  connection  he  made  a  quotation  from  the 
annual  report  of  the  Florida  commission  in  1915,  in  which  the 
commission  sought  to  explain  why  the  rates  of  Florida  were 
higher  than  those  of  states  having  greater  traffic  density  and 
conditions  more  suitable  for  freight  movement.  The  witness 
showed  that  the  traffic  density  of  Florida  in  1921  was  less  than 
that  of  Florida.  Alabama,  Georgia.  South  and  North  Carolina, 
and  Virginia.  Said  he: 

The  earning"*  of  the  A.  C.  I*,  per  rnllo  of  road  In  Florida  are 
lower  than  the  earning*  In  any  other  mate  through  which  it 
operatm.  and  thin  I*  likewise  inn  of  tin-  S.  A.  I..  i-x.'i-pt  In  Ala- 
bama, but  In  both  Florida  and  Alabama  the  operating  expenses 
of  the  8.  A.  I..  1  Ita  operating  revenue. 

Long  distance  from  fuel  and  either  railroad  supplies,  and 
•he  nature  of  traffic  which  Includes  a  large  number  of  empty 
cars  annually  and  that  requires  a  large  number  of  refrigerator 
cars,  and  other  difficulties  were  mentioned  by  the  witness.  Said 
he: 

I'M'!-  >ndltlnn»  It   winild   not   ho  possible  for  the  Flor- 

ida  I  tln->    \\.ri'   romp.  II.  .1    tn  adopt  a  mileage  nrale 

»hl.-h.    In    n«.  If.    might    be   fair  and    reasonable    for   application    In 
••'h-  .nd    II    IK    ni-ri-imary    that    they    receive 

uniform!*  of    rat'-*    south    of    Jacksonville    re- 

Bardie**  of  the  origin  of  the  traffic. 

In  explanation  of  how  rates  were  at  present  constructed 
from  points  of  origin  In  other  states  to  points  In  the  peninsula, 

Menzies  said  that  with  few  exceptions  the  rates  from  points 
in  other  states  were  constructed  on  Jacksonville  combination, 
and  that  this  basis  was  generally  used  In  making  class  rates.  As 
a  rule,  he  said,  the  rates  In  effect  from  Jacksonville  proper  were 
used  In  constructing  such  combination  rates,  the  principal  ex- 
ceptions being  class  rates  to  Palatka,  Tampa,  and  St  Petersburg, 
points  In  the  Manatee  section,  and  local  stations  on  the  A.  C.  L. 
and  S.  A.  L.  between  Plant  City  and  Tampa,  to  which  points  inter- 
state basing  rates  had  been  reduced  on  Tampa  combination.  He 
«snj4tlned  the  means  by  which  this  latter  adjustment  was  in- 
stituted: 

In  maklnK  the  rate*  from  Interstate  point*  of  origin  to  In- 
terior polntn  In  Florida,  raten  to  Intermediate  local  ntatlon*  have 
niml>-  it,,  hlutii  r  tlinn  in  i  omimtn  point*  beyond.  In  other 
word*.  the  common  point  baring  system  In  effect  for  many  year* 
In  Oeorgla  and  other  «tate*  ha*  nut  l»  <  n  u*ed  In  Florida — with 
(he  rr*ult  that  railroad*  operating  In  the  penln*ula  havo  had  Httl- 
or  no  .-ompliilnt  from  on*-  Inl.-ilor  town  about  rate  adjustments  to 
neighboring  town*. 

He  stated  that  the  Florida  slate  authorities.  In  an  effort  to 
place  the  merchants  In  Interior  Florida  in  a  position  to  com- 
pete with  the  ports,  induced  the  A.  C.  L.  and  the  8.  A.  L.  to 
establish  through  rates  on  Important  commodities  with  their  con- 
nections from  Ohio  River  crossings  and  other  western  points  to 
Interior  Florida  on  a  basis  less  than  the  Jacksonville  combina- 
tion. 

Answering  a  question  about  the  effect  the  proposed  changes 
In  Interstate  rates  would  have  on  the  Intrastate  traffic  In  Florida, 
Mr.  Menzies  said  that,  if  the  Interstate  Commerce  Commission! 
approved  the  adjustment,  as  proposed,  the  carriers  would  seek 
the  authority  of  the  commission  of  Florida  to  make  such  changes 
In  Intrastate  rates  as  might  be  made  necessary  by  the  changes 
proposed  on  Interstate  traffic. 

The  witness  filed  exhibits  showing  a  comparison  of  present 
and  proposed  rates  to  Florida  from  various  points  of  origin 
throughout  the  country,  and  sought  to  Justify  the  changes  In  the 
adjustment: 

It  I*  nere**ary  lo  revile  the  method  of  constructing  the*e 
rat**  for  two  rea*on«:  Flr»t,  In  order  to  eliminate  the  long  and 
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Cincinnati:     To 

in>  -\  ille.   221     210.   t 
8%      27T,;   to 
t,.  Plant  «  -286; 


h      -    v  ,,,|.    !••    have    the    rates   conform    to 

hip    winch    i-   proposed   for  general  ap- 
|. ,.m Is   in   southern    i  .-i-rii  ory. 

Miplislt    these    lesults    we    propose    to    publish 
,,„    the   «'hlo    I.  0    and    Viruinl.i    • 

filing   u«nv  will,   Hie  present    form  of  separate  puhlicat  ,..ii i   «>i 
,,d  Beyond  Jacksonville      Th.    proposed  rates  from  OI    o 

,.pi    liiver  crossings   and    relate. Hits   and   tromVlr- 

,'lc     are  based   on    proportional    rates   to  Jacksonvl Me. 

th    the  sum  of  w h  produce  through  rates ^vl'lc 

,    our   opinion    will   on   couiv.ilcnt    tonnage   substantially   ma     tan 
our  present    earnings  on   IMIS|II.  d   to  points  In  the  penin 

sul*  of   l-'l..riila   as  a   whole. 

Among  the  comparisons  of  present  and  proposed  first  class 
rates  from  various  origins  to  representative  points  on  the  I 
ida  peninsula  were: 

,„  Cincinnati:     To  Jacksonville    present.  149;  Proposed,  208: 

•( •>!(>     to    Perry.   264% — 240;    to   Ocala,    24t> — ib-, 

to  Tampa.  227—290:  to  Lakeland,  274— ZJb; 
to  Arcadia,  283%— 300;  to  Palatka,  164% 

m    M.mphls:     To   Arcadia,   present.   277;    proposed     290:    to 
2!«S:   t.,   nartow.    2«7%— 280:   to   Palatka,   158— 
11—280:  to   Plant   City.  2«3— 276-  to  Ocala,   239',2 
.  ,;..,  n.^villc.  »i-li«5;  to  Orlando.  249—262 

Prom     Chicago-       To     Ocala.     :t-.  i..— 312 :     to     Baldwin.     282— -268.: 

.an!  ,-ity.  358-336:  to  Tampa.  SlfiU-340;  to  Gainesville.  313% 

.,,  orlnndo.   318— 32:,:    to    Dunnellon.   341%— 318.  ,„_.,,. 

.„   New   York   (all   rail):     To  Pa  atka.   198— 246:  to  Orlando 

273—287;  to  Kissimmee.  279—293:  to  Lakeland.  288%— 298;  to  Plant 

Citv    281      2!'X:    to  Tampa.  241'..      :;HJ  ;   to  Dunnellon,  266%— 280:  to 

\rcadia.  298—312:  to  Fort    Myers.  307%— 320:  to  Perry    256— 247 

From  Richmond  and  Lynchburg:  To  Tampa  197— 262;  to 
nunnellon  222—240:  to  Arcadia.  253%— 272;  to  Fort  Myers.  263— 
L'Sft  to  0,'alH.  216—234:  to  St.  Petersburg.  216—272;  to  Leesburjr, 

n,'\tlanta:     To  Palntka.  111',— 176:  to  Orlando,  205%— 217; 

t..   Plant   Citv    2ir,i. — 228:   to  Tampa.  174—232;   to  Arcadia.   230%  — 

to  Ocafa,    193" -2«4:    to    Cainesville,    171—182;    to    Dunnellon. 

In  closing.  Mr.  Merzies  emphasized  the  fact  that  the  pro- 
portional rates  proposed  to  Jacksonville  would  average  about  1 
cent  less  a  hundred  pounds  than  the  average  of  the  present  local 
rates,  and  that  the  new  specifics  proposed  for  application  south 
of  Jacksonville  would  average  about  the  same  as  at  present. 
(Under  the  system  of  uniform  class  relationship  percentages  pro- 
posed by  the-  carriers  for  application  in  Florida,  as  well  as  in 
the  other  southeastern  states,  the  proposed  rates  on  other  classes 
than  first  may  be  determined  by  applying  the  relationship  per- 
centages—100,  86,  76,  64,  52,  35,  40,  27,  24 — covering  classes  1  to 
D  inclusive.) 

Commissioner  Eastman  was  absent  from  the  June  13  hear- 
ing having  been  called  to  Washington  for  several  days  to  a  con- 
ference. Examiners  Wagner  and  Wilson  supervised  the  inquiry. 

CONDITION  ON  BILLS  OF  LADING 

Editor  The  Traffic  World: 

While  there  has  been  considerable  comment  in  your  Open 
Forum  with  regard  to  new  bills  of  lading,  it  has,  for  the  most 
part,  been  in  reference  to  the  date  when  the  new  bills  will  have 
n-  he  put  in  use.  Little  or  nothing  has  been  said  about  the 
n<  (cs.sity  for  printing  the  conditions  on  the  back  of  the  bills 
Hntl  it  is  about  this  feature  that  the  writer  is  looking  for  infor- 
mation. 

I'nder  date  of  March  29,  we  addressed  the  I.  C.  C.  and  are 
quoting  our  letter  in  part: 

Hither  our  old  hills  of  lading  are  good  or  not  good  after  March  15. 

If  a  stamp  can   make  them   good  after  March   15.   1922.   without 

change  in  the  classification,  then  we  cannot  understand 

why    they  should   not   be   good  until   used  up,   or  until   the   terms  and 

hi  ions  change  at  which  time  such  change  will  be  published  in  I. 

...  46. 

We  know  the  carriers  have  the  right  to  prescribe  the  receipt 
under  which  they  will  accept  traffic  for  transportation  and  those  of 
us  who  print  our  own  are  governed  by  the  rules  prescribed.  In  having 
(his  printing  done  we  are  saving  the  carriers  an  enormous  expense 
and  when  \oii  consider  the  thousands  of  shippers  in  this  country  we 
.•noun  effected  thereby  is  such  that  the  carriers  should 

of  it. 

The   remedy,   as  we  see  It.    for  the   future   is  to  eliminate  entirely 

from   the  back  of   the   bill  of  lading,    the    terms   and   conditions  shown 

thereon   and    to   give    reference    to    the    current   classification    for    such 

terms  and   conditions.     By  showing   this  reference  on   the   face  of  the 

bill   of   lading,    the   back   would   be    free    from    printing   and   this   would 

o   ,-i   eon  si,  I.  -table  saving  to  both   shippers  and   carriers.     Then,   too. 

a  subsequent   change   in    the    terms   and   conditions   is   now   and    would 

lie   filed   with    >onr  commission   under  I.    C.    C. — O.   C.    No.   46   and   the 

e  of  new  bills  of  lading  would  be  eliminated. 

Mr.  McC.inly  answered  April  4  directing  attention  to  the 
Commission's  announcement  of  February  1,  No.  48'44,  wherein 
it  expressed  its  views  on  this  particular  subject.  The  announce- 
ment In  part  reads: 

It   is  customary  for  the  carriers  to  furnish  bills  of  lading  in  con- 
on   with   transportation  over   their  lines,   although   large   shippers, 
as    a    matter    of    convenience,    frequently    provide    their    own.      With- 
regard    to    the    transportation    coven  d    by    paragraph    eleven    (11)    of 
..n   2n   of   the    interstate    ciiiumeree    act,    it    is  specifically   provided 
that    any    carrier    receiving    property    for    such    transportation    "shall 
Issu,  t   or  bill  of  lading  therefor  .  .   .   ."     In  Atchlson   Railway 

Co  vs.  rutted  Slates.  232  V.  S..  l»!i.  211.  the  Supreme  Court  said: 
"\Vhate\ei-  transportation  service  or  facility  the  law  requires  the  car- 
rier to  supply  they  have  the  right  to  furnish."  It  would  seem  that 
I  ><  fuse  lo  use  a  bill  of  lading  tendered  by  a  shipper 
which  was  of  an  unusual  size-  or  style,  or  did  not  correspond  with  the 
t'rms  of  the  lawfully  published  and  filed  bill. 


While  this  Is  a  question  to  be  determined  by  the  courts,  It  «">"  d 
further  appear  that  the  terms  and  conditions  of  the  appropriate  t 
lawfully  published  and  filed  would  govern  shipments  subject  to  the 
Interstate  commerce  act,  regardless  of  what  bill  was  actually  issued, 
or  of  a  possible  failure  to  Issue  a  bill.  In  this  connection  it  may  be 
stated  that  a  nun, her-  of  ie<iucsts  have  been  received  for  permission 
to  use  old  bills  of  lading,  or  forms  with  no  conditions  printed  thereon, 
with  a  reference  to  the  bill  lawfully  published  and  filed.  Corresponding 
objections  to  such  a  practice  have  been  made. 

The  utmost  the  Commission  could  do  would  be  to  indicate  that 
It  approved  or  did  not  approve  of  such  a  practice.  The  need  for  such 
.1  practice  has  greatly  diminished  now  that  there  will  he  uniform  bills 
tof  lading  for  use  throughout  the  country.  There  Is  still  an  appreciable 
time  before  the  new  hills  are  filed  during  which  current  forms  can  be 
used  It  is  obvious  that  much  confusion  might  be  created  among 
persons  not  dealing  constantly  with  bills  of  lading,  or  in  banking 
circles,  until  the  status  of  such  makeshift  hills  had  been  authorita- 
tively determined,  or  even  in  the  courts  themselves  where  the 
interests  of  innocent  parties  were  affected.  For  the  reasons  indicated 
the  Commission  is  unwilling  to  lend  its  approval  to  the  practice 
described  above. 

We  were  advised  to  communicate  with  Mr.  Collyer  for  fur- 
ther information,  who  in  turn  referred  us  to  R.  C.  Fyfe.  Mr. 
Kyle  sent  us  a  form  letter  dated  April  17  that  was  intended  as 
a  reply  but  did  not  answer  our  communication. 

Will  some  kind  reader  of  this  column,  with  more  experi- 
ence in  matters  of  this  kind  than  the  undersigned,  name  some 
of  the  objections  there  could  be  to  the  elimination  of  the  rules 
and  conditions  from  the  back  of  the  bill  of  lading?  Surely  they 
would  have  to  be  strong  to  offset  that  portion  of  the  Commis- 
sion's announcement  which  we  have  emphasized  by  indicating 
black  faced  type. 

We  shall  appreciate  a  discussion  of  this  subject  and  also 
assistance  in  pushing  it  if  the  readers  of  your  magazine  believe 
it  has  merit. 

Andersen  Lumber  Co., 
By  Howard  G.  Anderson,  Traffic  Manager. 

South  Stillwater,  Minn.,  June  10,  1922. 


SWITCHING  AT  BATAVIA,  N.  Y. 

The  Traffic   World   Washington  Bureau 

In  view  of  the  fact  that  the  Supreme  Court  of  New  York, 
in  Public  Service  Commission  of  the  State  of  New  York  vs.  New 
York  Central,  233  N.  Y.  113,  held  the  New  York  commission  had 
not  the  power  to  require  the  reconstruction  of  switch  tracks  in 
Batavia,  N.  Y.,  so  as  to  make  possible  an  interchange  of  cars  as 
desired  by  a  complainant  before  it,  and  inasmuch  as  the  Supreme 
Court  of  the  United  States  has  declined  to  review  the  affirmative 
finding  of  the  New  York  court  that  relief  could  only  be  obtained 
from  the  Interstate  Commerce  Commission,  Francis  B.  James 
and  E.  E.  Williamson  have  asked  leave  to  amend  No.  13367, 
Board  of  Commerce,  Inc.,  of  Lockport,  N.  Y.,  vs.  New  York  Cen- 
tral et  al.  by  having  the  complaint  so  changed  as  to  cover  intia- 
state.as  well  as  interstate  commerce.  The  complaint,  as  filed, 
asked  merely  that  the  Commission  direct  the  New  York  Central, 
Erie  and  International  Railway  to  interchange  traffic  between 
themselves  at  Lockport,  N.  Y.,  instead  of  at  North  Tonawanda, 
fourteen  or  fifteen  miles  away.  The  railroads  mentioned  refuse 
to  deliver  or  accept  cars  for  interchange  at  Lockport,  on  the 
theory  that,  on  account  of  the  great  difference  in  levels  between 
the  upper  and  lower  town  districts  of  Lockport,  they  cannot  be 
required  to  undertake  an  interchange  at  that  point,  but  may 
make  the  interchange  at  the  point  designated  and  require  the 
shippers  to  pay  for  the  additional  service. 

When  the  complaint  was  filed  the  complainants  assumed 
they  would  have  to  go  to  the  New  York  state  commission  for 
relief  as  to  intrastate  traffic.  The  decision  of  the  New  Yorn 
court  and  the  refusal  of  the  Supreme  Court  of  the  United  States, 
however,  closes  the  door  to  the  state  commission  for  any  meas- 
ure of  relief  at  all,  James  and  Williamson  asserted. 

Counsel  for  the  New  York  Central  and  the  other  carriers 
contend  the  Batavia  case  is  not  ground  for  amending  the  com- 
plaint or  the  taking  of  testimony  as  to  intrastate  business  at 
Lockport.  They  stand  on  the  ground  that  there  was  no  physical 
connection  between  the  New  York  Central  and  the  Lehigh  Valley 
at  Batavia  and  that  question  of  car  service,  which  includes  inter- 
change, was  not  the  fundamental  question.  The  fundamental 
question  at  Batavia  was  as  to  the  power  of  the  New  York  com- 
mission to  require  a  connection  where  none  existed.  The  New 
York  courts  held  it  had  no  such  power.  That  disposed  of  the 
question,  Marion  B.  Pierce,  Basil  Robillard  and  Parker  McColles- 
ter,  the  attorneys  for  the  railroads,  said.  Whether  the  further 
holding  that  relief  was  to  be  had  only  from  the  federal  commis- 
sion was  right  or  wrong  had  nothing  to  do  with  the  fundamental 
question  in  the  Lockport  case,  they  said.  That  fundamental 
question,  they  asserted,  was  whether  traffic  should  be  inter- 
changed at  Lockport,  where  there  was  and  is  physical  connec- 
tion between  the  tracks  of  the  railroads  involved.  Therefore 
they  opposed  a  re-opening  of  the  case  for  further  testimony  or 
amendment  of  the  complaint  so  as  to  include  intrastate  traffic. 


CHANGE    IN    DOCKET 

Hearing  in  Finance  Docket  2405,  assigned  for  June  15,  at 
Washington,  D.  C.,  was  reassigned  for  June  16,  at  Washington, 
D.  C. 


June  17.  1922 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Court* 


"tS 


taken  from  Reporter!  and  Dignti  of  National  Reporter 
tern.  published  by  West  Publishing  Co  .  St   Paul.  Minn 
Copyright  by  Weit  PublUhinf  Co.  I 


Public  Service  Commission's  Order  for  Connections  Held  Un- 
authorized: 

(Court  of  Appeals  of  New  York.)  Under  Public  Service 
Commissions  Law.  sec.  35.  as  amended  by  Laws  1920.  c.  637, 
requiring  common  carriers  to  afford  reasonable  facilities  for 
the  interchange  of  traffic  with  other  carriers  and  to  re< 
from  every  other  common  carrier  at  connecting  point,  freight 
cars  of  proper  standard,  each  of  which  requirements  is  qualified 
b>  i  be  provision  It  shall  not  be  construed  as  requiring  flu- 
carrier  to  permit  another  carrier  to  u-.  ir-  track  or  terminal 
facilities,  the  Public  .-  ommlssion  has  no  authority  to 

require  a  carrier  by  railroad  to  extend  its  tracks  in  a  certain 
so  as  to  connect  with  the  tracks  of  another  railroad  enter 
Ing  the  city.— People  ex  rel.  New  York  Cent  K.  Co.  T«.  Public 
Service  Commission  of  New  York,  Second  Dist.  et  al..  135  N.  K. 
Rep  195. 

Authority  of  Interstate  Commerce  Commission  to  Compel  Inter- 
state Carrier  to  Make  Track  Connection  Is  Exclusive: 

authority  given  by  transportation  act  Cong.  Feb.  28. 
1920,  sec.  405.  amending  Interstate  commerce  act,  sec.  3.  par. 
2.  to  require  carriers  to  provide  for  the  Interchange  of  traffic 
between  thei:  ne».  excludes  the  jurisdiction  of  the 

stale  Public  Service  Commission  to  make  the  same  require- 
ments of  Interstate  carriers  under  the  principle  that  Congress. 
having  delegated  to  the  Interstate  Commerce  Commission  power 
to  deal  with  the  subject-matter,  an  exercise  of  like  power  by 
the  state  \»  thereby  superseded.  Ibid. 

Track  Connections  Between  Different  Carriers  Are  Not  Within 
Exception  from  Interstate  Commerce  Commission's  Juris- 
diction: 

A  track  connecting  the  line*  of  two  carriers  within  a  city 
for  the  Interchange  of  traffic  Is  not  excepted  from  the  jurisdic- 
..r  the  Interstate  Commerce  Commission  by  interstate  com- 
merce act,  see.   1.   Hubd.   22,  aa  amended   by   transportation  act 
28.  1>20,  sec.  402,  providing  that  the  authority  of  the  Com- 
mission, conferred  by  previous  paragraphs  of  the  section,  shall 
not  extend  to  spur.  Industrial,  terminal,  switching,  or  sidetracks 
located   wholly  within  one  state.     Ibid. 

Interstate    Commerce    Commission    May    Award    Reparation    for 
Overcharges  Made  After  Filing  of  Complaint: 
(Circuit    Court    of   Appeals,  Third   Circuit.)     Where,   on   the 
hearing  before  the   Interstate  Comm-  mission  of  a  p 

against  a  railroad  company  for  reparation  for  unreasonable 
rates   "heretofore   and    hereafter   charged    to   petitioners,"    both 
parties   treated   the   Issues   as   embracing   shipments   made   both 
e   and    after   filing   of   the    petition,    and    evidence    relating 
•to   was   taken   without  emission    held    to 

have  power  to  award  reparation  .-barges  n  r  aa 

well  as  before  the  filing  of  :.>n      I>-hlgh   V.ill.  \    11 

B    Markle  Co.  27  .'61. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 


I  by  We*  pui   .       .  . 

Cofryridtt  by  Wmt  PaMliJilns  Co.) 


at  National   Reporter 
Co..  8t   P.ul.  Minn 


LOSS  OF  OR   INJURY  TO  GOODS 

Use    of    Refrigerator    Equipment    Held     Included    In    Line    Haul 
Charge: 

irl  of  Minnesota.)     On  an  amen.!  !    and 

upon  a  finding  that  a  refrigerator  or  other  insulated  car  is  the 
only  proper  and  suitable  car  in  which  to  transport  potatoes  dur- 
ing  the   entire  year,   it   Is   held   that  the  use  of  such   equlpn 
must  b»-  included  in  the  line  haul  charge  ami  a  separate  charge 
therefor   Is  not   authors-  > I      .1     C     Fann-chon   Co    vs.   Mines 

•  ral  of  Kailro.i  U     K.  p   974. 

Reconsignment   by   Terminal   Carrier  of   Interstate    Shipment   at 
Request  of  Consignee  Held  a  Delivery  to  Consignee: 

irt  of  Missouri,  Division  No.  11  Where  a  ter- 
minal carrier  at  the  request  of  consignee  reconvened  interstate 
shipment  of  goods  by  changing  the  way  bills,  though  it  did  not 
Issue  any  new  bills  of  lading,  held  to  constitute  a  delivery  to  the 
consignee,  and.  if  unauthorized  by  consignor,  the  terminal 
carrier  was  liable  for  •  K.-mper  Mill  &  FJcvator  Co 

»<    H  W.  Hep   803. 


Consignor  of  Interstate  Shipment  Can  Authorize  Consignee  to  Re- 
ceive Shipment  as  His  Agent: 

Under  Conip.  St.  U.  S.,  Sec.  8604e,  where  interstate  shipments 
were  deliverable  by  the  bill  of  lading  to  the  order  of  the  con- 
signor, he  could  authorize  his  agent  to  receive  the  goods  for 
him,  without  surrendering  the  bill  of  lading,  as  long  as  he  was 
the  holder  thereof,  and,  where  the  rights  of  a  third  party  did  not 
intervene,  the  delivery  would  be  a  legal  one  as  between  him  and 
the  carrier. — Ibid. 

Holder  of  Bill  of  Lading  May  Verbally  Authorize  Consignee  as 
His  Agent  to  Receive  Goods: 

The  authorization  of  a  consignor  to  a  consignee  as  his  agent 
to  receive  a  shipment  of  goods  for  him  is  not  required  to  be  in 
writing.— Ihid. 
Executed  Contract  Not  Affected: 

After  a  contract  is  completely  executed  by  one  party,  the 
other  party  cannot  invoke  the  statute. — Ibid. 

Oral  Authorization  of  Consignor  to  Consignee  to  Receive  Goods 
Held  Not  an  "Alteration"  of  Bill  of  Lading  Within  Statute: 
The  provisions  of  Conip.  St.  U.  S.,  Sec.  8604g.  that  any  alter- 
ation in  a  bill  of  lading  without,  authority  from  the  carrier  either 
In  writing  or  noted  on  the  bill,  shall  be  void,  do  not  apply  to  a 
parol  agreement   between   the  consignor  and   the   parties   to   be 
notified  authorizing  them  as  agents  to  receive  the  goods  from 
the  carrier  without   the   production  or  surrender  of  the   bill   of 
ladfng«-Ibld. 

Persons  Required  to  Be  Notified  May  Be  Authorized  by  Parol  to 

Receive  Goods: 

While  the  mere  fact  that  persons  are  required  to  be  notified 
by  a  shipper's  order  bill  of  lading  gives  them  no  rights  in  or 
authorit>  .  e  the  goods,  and  does  not  make  them  agents 

of  the  consignor,  such  agency  may  be  created  by  a  subsequent 
parol  agreement  Ibid. 

Provisions  of  Federal  Statute  as  to  Negotiability  of  Bill  of  Lading 
Held  to  Apply  Only  in  a  Contest  with  a  Purchaser  of  the  Bill: 
Comp.  S-  x604d.  providing  that  the  insertion  in 

an  order  bill  of  lading  of  the  name  of  the  person  to  be  notified 
shall  not  limit  (he  negotiability  of  the  bill  or  constitute  noli.. 
to  a  purchaser  of  any  rights  or  equities  of  such  person,  applies 
only  to  contests  with  a  purchaser  of  the  bill,  and  not  to  ,  on 
between  the  carrier  and  the  shipper,  while  the  latter  is  .still  tin- 
holder  and  in  possession  of  the  bill. — Ibid. 

Parol   Authorization   by  Shipper  to  Consignee  to   Receive  Goods 
from  Carrier  Held  Not  to  Vary  Terms  of  Bill  of  Lading: 
Though  Conn*    s-    r    s.  s.-c.  8604a.  contemplates  that  a  bill 
of  lading  shall  be  in  writing,  and  that  such  a  bill  cannot  he  varied 
by  parol  thai    the  consignor,  while  still   the  holder  of 

the  bill,  verbally  authorized  the  consignee  to  receive  the  goods 
from  the  carrier  without  the  surrender  of  the  bill  of  lading,  did 
not  add  to  or  vary  the  terms  of  the  bill,  and  hence  was  admissi- 
ble in  a  contest  between  tlic  consignor  and  the  carrier.— Ibid. 
Evidence  of  Other  Reconsignments  in  Same  Shipment  Held  Ad- 
missible on   Issue  of  Authority  to  Reconsign: 
Where  two  cars  of  corn  meal   rcconslgned  by  the  terminal 
carrier  on  the  alleged  authority  of  consignor's  agent    \\.n-   pan 
of  a  larger  order  of  10.000  sacks  of  meal,  testimony  that   oilier 
cars  in  such  consignment  wen-  je.onsiuned  with  consign,  u ':-  ..m 
sent  In  the  same  manner  as  the  two  cars  in  question  was  admis 
slble  on  the  Issue  of  authority  to  reconsign  without  surrender  <,i 
the  bills  of  lading      Ibid. 

Proof  of  Custom  Contrary  to  Terms  of  Bill  of  Lading  to  Divert 

Goods   Incompetent. 

.1  it  was  the  custom  at  a  certain  shipping  point 
l  shipments  made  to  a  terminal  carrier  under  ship 
bills  of  lading  that  the  notified  parties  mentioned  in  the 
bills  as  such  had  authority  to  authorize  the  carrier  to  divert  ihe 
goods  to  other  points  and  without  special  authority  from  the 
shippers  was  properly  rejected  as  varying  the  terms  of  the-  bill 
of  lading.— Ibid. 

Jury  May  Allow  Interest  on  Value  of  Property  from  Time  of  Con- 
version by  Carrier: 

Where  a  carrier  was  held  liable  for  the  conversion  of  a  ship- 
ment of  goods,  it  was  proper  to  permit  the  Jury,  in  their  dls- 

.on.  to  allow  the  plaintiff  C  per  <••  m  per  annum  interest  on 
the  value  of  the  property  from  the  time  of  the  conversion  ibid. 
Measure  of  Damages  Provided  in  Bill  of  Lading  Conclusive: 

A  provision  in  hills  of  lading  thai   the  measure  of  .lain 
for  loss  of  the  goods  shall  be  the  value  of  the  goods  al   Die  lime 
and  place  of  shipment,  and  not  of  destination.  Is  valid  and  bind 
Ing  on  the  parties. — Ibid. 
Uniform  Express  Receipt  Binding  on  Shippers  Unless  Waived  or 

Held  Unreasonable: 

(Supreme  Court.  Appellate  Term,  First  Department.)  Tin- 
duly  established  and  filed  rate-  and  contracts,  such  as  a  unlfoim 
express  receipt,  are  landing  on  the  shippers  unless  and  until  held 
unreasonable  by  the  Itr  Commission  or  h>  the 

federal  courts.— Mo/ler  vs.  Hairett.  in.;  N.  V    S  .  r.T'.i. 
Limitation  in  Uniform  Express  Receipt  Held  Valid: 

A    provision    in    the   uniform    express    receipt    n  iiuirini:    that 
MI   ,|;, i, ,.,:•.    |M.  hioiiHii  within  iv  :i.i  :i  day- 

held  \alid      Ihid. 
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DELAY  IN  TRANSPORTATION  OR   DELIVERY 

Not  Liable  for  Delay  in  Shipment  Unleis  Notified  by  Consignee 

That  Delay  Will  Cause  Special  Damage*: 

(Court  of  Civil  Appeals  of  Texas,  Fort  Worth.)  In  an  action 
by  a  consignee  against  a  carrier  for  damage  to  cattle  from  delay 
In  delivering  cottonseed  hulls,  plaintiff  could  not  recover  where 
be  had  not  notified  the  carrier,  and  these  was  nothing  to  inform 
the  latter  that  delay  would  specially  injure  him — Payne,  Agent, 
vs.  Reynolds.  239  S.  \V.  Rep.  985. 
Agent  of  Initial  Carrier  Not  Bound  to  Notify  Connecting  Carrier 

of  Special  Damage  by  Delay: 

Where  cottonseed  bulls  needed  for  Immediate  feed  for  con- 
signee's cattle  were  delayed  in  transit,  the  local  agent  of  the 
Initial  carrier  at  the  point  of  destination  was  not  obliged  to  notify 
the  connecting  carrier  that  delay  in  shipment  would  specially 
damage  the  consignee. — Ibid. 
In  Suit  for  Delay  in  Shipment,  Evidence  Held  not  to  Sustain  a 

Judgment  for  Plaintiff. 

In  an  action  against  connecting  carriers  by  a  consignee  for 
damages  resulting  from  delay  in  shipment  of  cottonseed  hulls 
needed  for  immediate  feed  for  cattle,  evidence  held  insufficient 
to  sustain  a  judgment  for  plaintiff.— ibid. 

CARRIAGE  OF  LIVE  STOCK 

Burden    Is    on    Interstate    Shippers    to    Prove    Negligent    Delay; 
Where  Causes  and  Facts  Are  Wholly  in  Carrier's  Knowledge, 
Proof  Need  Only  Raise  Slight  Inference  of  Negligent  Delay: 
(Kansas  City  Coltrt  of  Appeals.    .Missouri.)     In  an  action  for 
damages  from  delay  in  an  interstate  shipment  of  live  stock,  re- 
sulting In  shrinkage  and  loss  from  a  declining  market,  it  is  nol 
sufficient  for  plaintiffs  to  make  out  a  case  of  mere  delay,  but 
the  burden  is  on  them  to  prove  negligent  delay;  and  where  the 
causes  of  the  delay  and  facts  surrounding  them  are  wholly  within 
the  defendant's  knowledge,  plaintiffs  need  to  prove  defendant's 
negligence  only  by  circumstances  raising  a  slight  inference  of 
negligence.— Harrison  vs.  Chicago  &  A.  R.  Co.,  -239  S.  W    Rep 
871. 

Evidence  of  Several  Unusual  and  Unexplained  Train  Delays  Held 
Sufficient  to  Make  Out  a  Prima  Facie  Case  of  Negligence: 

in  an  action  for  damages  from  delay  in  shipment  of  live 
stock,  evidence  showing  several  unusual  and  unexplained  train 
delays  at  different  points  held  sufficient  to  make  out  a  prima 
facie  case  of  negligence;  the  causes  of  delay  being  peculiarly 
within  the  carrier's  knowledge. — Ibid. 

In  Shipper's  Action  for  Damages,  Held  That  the  Jury  Were  Not 
Bound  to  Believe  Opinions  of  Carrier's  Employes  as  to 
Causes  of  Delay: 

In  an  action  for  damages  from  delay  in  transporting  live 
stock,  where  plaintiff  was  forced  to  use  defendant's  employes  to 
prove  the  causes  of  delays,  and  the  witnesses  were  not  giving 
first-hand  information,  but  merely  their  opinion  as  to  the  cause  of 
the  delays  being  extreme  cold  weather,  none  of  them  claiming 
to  have  been  present  when  the  delays  occurred,  the  jury  were 
not  bouid  to  believe  their  testimony.— Ibid. 

Extreme  Cold  Weather  as  an  Act  of  God  Causing  Delay  Would 
Not  Relieve  From  Liability  for  Delay  Where  Carrier's  Negli- 
gence Mingled  with  That  Act: 

Even  though  extreme  cold  weather  can  be  said  to  be  an  act 
of  God  for  which  the  carrier  is  not  liable,  if  the  carrier's  negli- 
gence mingled  with  that  act,  the  carrier  would  still  be  liable  for 
loss  In  value  of  live  stock  resulting  from  delay  in  transporting  — 
Ibid. 

Liable  for  Shipper's  Loss  Where  Negligent  Delays  in  Transport- 
ing Mingled  with  Delays  Not  Negligent: 
In  action  for  damages  from  delay  in  transporting  live  stock 
lo  destination,  if  defendant's  negligent  delays  in  getting  its  trains 
to  destination  contributed  approximately  with  delays  which  were 
not  negligent,  then  the  carrier  Is  liable.— Ibid. 
Shipment  of  Impoverished  Cattle   Held   Not  Contributory   Negli- 
gence  Precluding   All    Recovery: 

(Commission  of  Appeals  of  Texas.     Section  A.)     The  fact 
the  cattle  were  In  a  weak  and  impoverished  condition  be- 
fore shipment  due  to  the  lack  of  food  and  water  which  could 
only   be  obtained   by   shipping   them   elsewhere   does   not   show 
that  a  person  exercising  ordinary  care  for  the  safety  of  the  cat- 
tle would  have  failed  to  ship  them  under  the  circumstances,  so 
that  the  act  of  shipping  them   was  not  contributory  negligence 
•hlch  barred  all  recovery  for  damages  received  by  them  during 
the  shipment.— Hartford  Fire  Ins.  Co.  vs.  Galveston,  H    &  S    A. 
Ry.  Co..  239  S.  W.  Rep.  920. 

Not  Liable  for  Damages  Resulting  from  Poor  Condition  of  Cattle: 

e  weak  and  Impoverished  condition  of  cattle  tendered  to 

carrier  for  shipment  constitutes  an  Inherent  vice  or  defect    so 

it  a  carrier  Is  not  liable  for  any  injury  or  damages  resulting 

om  such  defect  during  the  shipment,  though  it  is  liable  for  dam- 

5es  to  such  cattle  directly  and  proxlmately  resulting  from  its 

own  negligence.— Ibid. 

Instructions  Held  Not  to  Authorize  Damages  to  Which  Shippers' 
Negligence  Contributed: 

In  an  action  for  Injuries  to  cattle  during  shipment  where 
•YldeOM  show.-d.  that  the  cattle  wen  weak  and  impover- 
1  when  shipped,  instructions  which  limited  recovery  to  in- 


juries resulting  from  the  negligence  of  the  carriers  were  not 
erroneous  as  authorizing  recovery  for  damages  to  which  the  car- 
rier's negligence  may  have  in  any  wise  contributed,  though  in 
submitting  the  defensive  issues  growing  out  of  the  weakness  and 
poverty  of  the  cattle  the  court  stated  the  carriers  were  not  liable 
for  damages  not  caused  or  contributed  to  by  their  negligence. — 
ibid. 

Instruction   as  to    Liability  for   Damage  to    Impoverished    Cattle 
Held  Correct: 

In  an  action  for  damages  to  cattle  during  shipment,  where  the 
evidence  showed  that  the  cattle  were  weak  and  impoverished 
when  shipped,  charges  by  the  court  limiting  the  liability  of  de- 
fendant to  damages  resulting  from  the  negligence  of  the  car- 
i  ii  rs,  and  excluding  all  injuries  or  damages  resulting  from  the 
condition  of  the  cattle  when  shipped,  held  to  submit  to  the  jury 
the  correct  basis  upon  which  to  estimate  the  damages  for  loss 
or  injury  to  that  class  of  cattle. — Ibid. 

Instruction  Held  Correctly  to  Exclude  Damage  Caused  by  Negli- 
gence of  Caretakers: 

Instructions  permitting  recovery  only  for  damages  to  cattle 
during  shipment,  resulting  from  the  negligence  of  the  carrier, 
and  requiring  the  jury  to  exclude  all  damages  resulting  from 
negligence  by  the  shippers  or  caretakers,  held  correct  and  ap- 
plicable.— Ibid. 

Evidence  Held  Not  to  Show  Negligence  of  Caretakers  as  a  Mat- 
ter of  Law: 

In  an  action  for  injuries  to  cattle  during  shipment,  evidence 
as  to  the  number  of  cattle  and  bulls  loaded  in  the  various  cars 
held  not  to  show  as  a  matter  of  law  negligence  by  the  shippers 
or  caretakers,  or  that  such  negligence,  if  it  did  exist,  caused  or 
contributed  to  the  entire  damage  sued  for. — Ibid. 
Negligence  of  Caretakers  Does  Not  Preclude  Recovery  for  Dam- 
ages not  Proximately  Contributed  to: 

Though  carriers  of  live  stock  are  not  liable  for  injuries 
caused  by  the  negligence  of  shippers  or  caretakers,  such  negli- 
gence precludes  recovery  only  for  injuries  or  damage  resulting 
therefrom  in  whole  or  in  part,  and  does  not  preclude  recovery 
for  other  damages  caused  by  the  negligence  of  the  carriers  to 
which  the  negligence  of  the  shippers  and  caretakers  did  not 
proximately  contribute. — Ibid. 

Evidence  Held   Not  to  Authorize   Instruction  as  to  Allowing  for 
Depreciation  of  Cattle  During  Shipment: 

Where  the  cattle  for  the  injury  to  which  a  suit  was  brought 
against  a  carrier  were  transported  in  eight  separate  shipments, 
and  plaintiff  introduced  evidence  by  the  caretakers  in  charge  of 
some,  but  not  all,  of  the  shipments  as  to  the  depreciation  in  value 
of  the  particular  shipment  in  charge  of  the  witnesses,  some  of 
whom,  however,  did  not  qualify  as  knowing  the  market  value  at 
the  place  of  destination,  a  charge  that,  if  any  of  the  cattle  de- 
livered alive  at  the  point  of  destination  were  injured  or  damaged, 
and  depreciated  in  value  by  the  negligence  of  the  carriers,  to  find 
for  the  plaintiff  damages  measured  by  the  difference  between 
the  market  value  of  such  cattle  in  the  condition  in  which  they 
were  delivered  and  in  the  condition  they  should  and  would  have 
been  delivered,  was  without  sufficient  basis  in  the  evidence,  and 
the  giving  thereof  was  reversible  error. — Ibid. 

TELEGRAPHS  AND  TELEPHONES 

Power  to  Regulate  Railroad  and  Telegraph  Companies  Doing  In- 
terstate Business  Is  in  the  Interstate  Commerce  Commission: 
(Supreme  Court  of  Nebraska).     Power  to  regulate  interstate 
rates,   and   the   like,   as   affecting   railroads   and   telegraph   com- 
panies which  are  engaged  in  interstate  commerce,  has  been  con- 
ferred by  Congress  upon  the  Interstate  Commerce  Commission 
and   such   control    cannot  be  interfered    with    by    state    laws. — 
Dunning  vs.  Western  Union  Telegraph  Co.,  Inc.,  187  N.  W.  Rep. 
890. 

Supreme  Court's   Construction  of   Federal    Statutes    Binds   State 
Courts: 

When  the  Supreme  Court  of  the  United  States  has  construed 
an  act  of  Congress,  the  meaning  placed  thereon  by  that  court 
controls  the  action  of  the  state  courts. — Ibid. 


FLORIDA    STATE    RATES 

Solicitor  Benton,  of  the  N.  A.  R.  U.  C.,  has  advised  members 
that  "on  June  10  the  Florida  Railroad  Commission  made  a  gen- 
eral order  requiring  intrastate  freight  rates  to  be  reduced  by 
percentages  corresponding  to  the  interstate  reduction  ordered 
by  the  federal  Commission  in  the  general  rate  investigation,  No. 
13293.  This  action  was  made  necessary  by  failure  of  certain 
carriers  in  Florida  to  make  such  corresponding  reductions  vol- 
untarily, as  I  understand  the  carriers  in  most  states  have  done." 

McKEESPORT  TERMINAL  ABANDONMENT 
The  McKeesport  Terminal  Railroad  Company  of  McKees- 
port,  Pa.,  has  applied  to  the  Commission  for  authority  to  aban- 
don the  operation  of  its  railroad.  The  company  proposes  to  sell 
to  the  American  Sheet  &  Tin  Plate  Company  all  of  its  tracks 
and  other  equipment,  abandon  the  operation  of  its  railroad,  and 
dissolve  and  surrender  Its  charter. 
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Questions  and  Answers 


In  thtt  department  will  be  anawerrd  question*  of  both 
!  that  confront  period  dealing  with  traffic. 


egal  and 
A  specialist 


I  jive  hia  opinion  in 


t  law.  who  la  a  member  of  our  legal  department, 
irer  to  any  aim  pie  queation  relating  to  the  law 
i  of  freight.  A  traffic  man  of  long  experience 


win 


r  queationa  relating  to  practical  traffic 
We  do  not  deaire  to  take  the  place  of  the  traffic  man  but  to 
m  ha>  work.    Penan*  deeirinc  immediate  anawer  by  mail  or 
t  of  any  qoeation— by  the  citation  of 

>    n  a  legal  opinion,  for  inetanc*—  may  obtain  thia  kind  of 
private  ae—'ice  by  the  payment  of  a  riaaonablc  fee.    The  right  la  re- 
"  to  refuae  to  anawer  in  thai  rtrriartarmT  any  queation.  legal  or 
that  it  may  appear  to  ua  onwiae  to  ana»n  or  that  involve*  • 
I  too  complex  for  the  kind  of  inveatigation  herein  contemplattd 
Addrea* Queation* and  Aua.u i  Department. 

'  >  Builiniig.  Waahfngton.  D  C. 


Rates  Dependent  Upon  Actual  Value  Declared  by  Shipper 

Connecticut. — Question:  A  supplier  in  Western  Classtflca- 
tion  territory  shipped  for  our  account  six  crates  containing  four 
cases  each  of  framed  pictures.  Invoice  value  $120,  gross  weight 
325  pounds;  based  on  gross  weight,  value  was  36.9  cents  per 
pound.  The  shipper  failed  to  show  a  released  value  on  his  bill 
of  lading;  the  transportation  company  collected  charges  at  double 
first  class,  claiming  the  net  weight  of  the  pictures  'was  213 
pounds;  using  this  weight  as  a  basis,  the  value  was  56  cents 
per  pound.  Classification  reads,  "Paintings  and  pictures,  N.  O. 
1.  B.  N.  If  value  does  not  exceed  50  cents  per  pound.  In  boxes." 
Do  you  Interpret  this  to  mean  at  gross  or  net  weight? 

Answer:  Whenever  a  shipment  Is  tendered  a  carrier  upon 
which  its  tariffs  provide  for  the  application  of  alternative  rates 
dependent  upon  the  value  thereof,  the  duty  rests  upon  the  agent 
of  the  carrier  to  call  the  attention  of  the  shipper  to  the  different 
rates  and  secure  his  signature  to  a  proper  bill  of  lading,  f 
Harmon  *  Co.  vs.  N.  P.  Ry.  Co..  33  I.  C.  C.  370;  In  the  Matter 
of  Suspension  of  Western  Classification  No.  51.  25  I.  C.  C.  442: 
Southern  Cotton  Oil  Co.  vs.  Southern  Ry  .  19  I.  C.  C.  79.  In  these 
cases  the  shipper  was  permitted  to  show  the  actual  value  of 
his  shipments  and  to  have  them  rated  accordingly.  We  locate 
no  case  where  the  question  of  how  the  actual  value  of  the  ship- 
ment is  determined — per  pound,  is  considered,  nor  whether  In 
arriving  at  such  value  the  gross  or  the  net  weight  of  the  ship- 
ment Is  to  be  taken  Into  account.  According  to  our  Interpreta- 
tion of  the  appilcatlon  of  Item  28.  pag»  308.  Consolidated  Classi- 
fication No.  2.  the  words  designating  the  valuation  are  coupled 
with  and  directly  modify  "Paintings  or  pictures,"  withotr 
•pert  to  the  specifications  as  to  packing.  In  other  words,  we 
believe  that  the  valuation  clause  modifies  and  restricts  only 

articles  themselves  and  not  "pictures-  boxed."  for  example. 
Nothing  Is  said  about  the  valuation  of  picture* — boxed.  Owing 
to  the  extraordinary  value  which  pictures  may  have,  these  rat- 
ings are  graded  according  to  value  and  with  some  Idea  of  their 
relationship  to  the  degree  of  risk  which  the  carrier  must  as- 
sume In  transporting  pictures.  Obviously.  If  the  carrier  bad 
lost  these  pictures  In  transit.  In  settling  for  them.  It  would  be 
compelled  to  pay  neither  36.9  cents  nor  56  cents  per  pound  for 
the  ordinary  crate  material  containing  the  pictures.  Then  why 
compute  valuation  of  pictures  only  after  combining  their  weight 
with  that  of  their  container?  It  Is  true  the  carrier  must  collect 
freight  charges  on  every  pound  of  the  shipment,  but.  so  far  as 
the  box  Is  concerned,  no  element  of  value  from  the  standpoint 
of  risk  Is  involved,  for  the  same  box  might  have  been  used  for 
shipping  pictures  of  a  much  cheaper  value.  The  box  will  not 
enhance  or  diminish  the  carrier's  liability  In  the  same  manner 
as  does  the  value  of  the  pictures. 

Mixed  Shipments — Carload   Lots  Mixed  with   L.  C.  L. 

New  York. — Question:  In  forwarding  mixed  carloads  under 
rates  covered  by  Transcontinental  Tariff  4-Q.  according  to  rule 
7  of  the  general  rules  on  page  124.  can  shipments  described  In 
one  item  be  forwarded  carload,  together  with  shipments  described 
In  another  Item,  and  the  latter  Item  taking  the  less-carload  rate? 

That  Is  to  say.  articles  A.  B  and  C  are  given  a  less-carload 
rating,  but  no  carload  rating  when  all  thrcp  are  loaded  In  the 
same  car.  but  A  and  B.  when  loaded  toeether  carry  a  carload 
rating  and  carload  minimum.  What  we  wish  to  klow  is  whether 
C  can  be  Included  In  the  car  at  the  less-rarload  rate. 

Answer:  Rule  7  of  Countlss'  Tariff  4  Q.  I  C.  C.  1089.  Is  a 
provision  for  mixing  articles  appearing  In  the  same  Item,  or  for 
mlxine  the  same  articles  under  varying  descriptions,  appearing 
In  different  Items.  Paragraph  (a)  prohibits  a  mixture  of  any 
two  or  more  articles  at  the  carload  rate  (unless  elsewhere  pro- 
vided In  the  tariff),  except  where  the  articles  are  shown  In  the 
same  item.  In  which  event  they  may  be  forwarded  as  mixed 
carloads. 

Paragraph  (b)  merely  provides  an  alternative  basis  for  as- 
sessing charges  on  commodities  which  under  paragraph  7  (a) 
cun  be  shipped  In  mixed  carloads. 

Paragraph  (n)  provides  for  mixing  the  same  articles  when 
appearing  In  different  Items. 

Rule  7  Is  silent,  therefore,  as  to  the  rating  on  a  foreign  lot 
I*  goods  (not  authorized  to  be  loaded  under  rule  7  as 


a  part  of  the  carload  mixture  at  the  carload  rate),  loaded  into 
a  car  containing  a  mixed  consignment  under  rule  7.  Obviously, 
if  the  foreign  less-carload  lot  of  goods  Is  loaded  in  with  the 
authorized  mixture,  it  is  not  subject  to  the  carload  rate.  If 
the  carriers  accept  and  transport  the  entire  amount,  what  rate 
is  applicable  but  the  L.  C.  L.  rate?  Attention  is  directed  to  rule 
1.  page  121,  of  the  tariff  providing  that  "The  rules  published 
in  the  current  Western  Classification  will  also  govern  the  ap- 
plication of  rates  named  in  this  tariff,  except  as  otherwise  pro- 
vided below  or  In  individual  rate  items  of  this  tariff."  The  rules 
of  tariff  4-Q  do  not  provide  for  the  mixing  of  the  foreign  L.  C.  L. 
goods  with  your  mixed  articles,  A  and  B.  Therefore,  we  may 
revert  to  Consolidated  Classification  No.  2,  section  4,  which 
provides  that  when  the  aggregate  charge  upon  the  "entire  ship- 
ment" is  less  on  basis  of  the  carload  rate  and  minimum  weight 
for  one  or  more  of  the  articles  (in  this  case  more,  A  and  B), 
and  on  basis  of  actual  weight  at  H.  C.  L.  rate  for  the  other 
article  (C),  the  shipment  will  be  charged  for  accordingly. 
Damages — Measure  of  for  Failure  to  Furnish  Cars 

Minnesota. — Question:  What,  in  your  opinion,  is  carriers' 
liability  in  the  following  instance: 

On  March  1,  a  shipper  placed  a  written  order  with  his  rail- 
road agent  for  30  cars  for  loading  potatoes,  two  cars  to  be  placed 
dally  until  the  order  was  filled.  Carrier  failed  to  furnish  equip- 
ment, only  2  cars  being  placed  between  March  1  and  March  15. 
the  balance  of  cars  being  furnished  in  intervals  of  three  to  five 
days  and  the  order  completed  April  14,  45  days  after  order  was 
filed,  and  30  days  after  order  should  have  been  completely  filled. 
During  all  this  time— March  1  to  April  14— the  market  steadily 
declined.  Had  shipper  received  his  equipment  as  ordered,  he 
would  have  realized  approximately  $2,000  more  for  his  potatoes 
than  he  actually  received.  Is  carrier  liable  for  the  loss  sus- 
tained by  the  shipper,  based  on  delay  resulting  In  market  de- 
cline? Can  you  cite  any  legal  decisions  covering  similar  cases? 

Answer:  On  timely  demand  made  by  shippers,  railroad  com- 
panies are  bound  to  furnish  cars  promptly  to  move  goods  for 
such  shippers,  whenever  they  can  do  so  with  reasonable  dlli- 
g<  nee  without  jeopardizing  their  other  business.  This  duty 
exists  at  common  law  and  is  also  Imposed  by  the  Interstate  com- 
merce act  and  by  the  statutes  of  a  number  of  the  states,  some 
of  which  provide  penalties  for  violation  thereof.  For  failure  to 
perform  this  duty  without  lawful  excuse,  the  carrier  is  liable 
In  damages  to  the  shipper  who  has  suffered  Injury  in  conse- 
quence thereof.  A  decline  in  the  market  value  of  the  goods 
during  the  time  of  the  delay  In  furnishing  cars  Is  a  proper 
element  of  damage.  See  Mines  vs.  Mason.  221  8.  W.  861; 
Rltchey.  etc..  Co  v.«  N  p.  lin  Minn.  347,  125  N.  W.  897;  Cronan 
vs.  St.  U>uls.  etc..  R.  Co..  130  8.  W.  437. 

Routing — Consignee    Bound    by    Shipper's    Routing 

Colorado— Question :  We  routed  a  carload  by  a  proper  route, 
the  shipper  entirely  disregarded  our  Instructions  and  placed  an 
erroneous  routing  on  the  bill  of  lading,  causing  a  much  higher 
rate. 

Is  the  railroad  under  any  legal  or  moral  obligation  to  en- 
deavor to  make  collection  from  the  shippers  on  this  additional 
freight  charge? 

Answer:  It  Is  the  duty  of  a  carrier  to  observe  the  routing 
Instructions  of  the  shipper  and  where  the  shipment  moves  In 
accordance  with  the  shipper's  routing  Instructions  the  lawful 
charge,  and  the  only  rate  which  may  be  applied  on  the  ship- 
ment. Is  the  tariff  rate  via  the  route  over  which  the  shipment 
nupgs.  No  carrier  can  lawfully  refund  any  part  of  the  lawful 
CnaTfe  except  under  authority  so  to  do  from  the  Commission 
or  from  a  court  of  competent  jurisdiction.  There  is  no  obliga- 
tion, however,  at  law,  which  would  support  a  finding  that  a  car- 
rier must  refund  the  difference  between  the  rate  via  the  rout* 
furnished  the  shipper  by  the  consignee  and  the  rate  via  the 
route  directed  by  the  shipper.  Your  remedy.  If  you  have  one, 
lies  In  an  action  against  the  shipper. 

Limitation  of  Liability  by  Steamship  Company 

California. — Question:  We  are  experiencing  considerable 
difficulty  In  getting  claims  paid  of  a  concealed  loss  and  damage 
nature  and  of  the  entire  loss  covering  movement  of  affreight- 
ment which  were  handled  by  ships  operated  by  the  United  stales 
Shipping  Board. 

I"'  you  know  of  any  decisions  being  rendered  Involving  the 
$100  valuation  clause  In  bill  of  lading  or  where  clear  receipt 
has  been  given  to  ship  owners? 

At  the  present  time  the  United  States  Shipping  Board  re- 
fuses to  acknowledge  liability  In  excess  of  $100  or  to  have  any- 
thing to  do  with  loss  and  damage  claims  where  a  drayman  gave 
clear  receipt.  Any  advice  or  legal  decisions  covering  these  points 
will  be  appreciated. 

Answer:  In  the  case  of  Frederick  Leyland  &  Co.,  Ltd.,  vs. 
Hornblower,  256  Fed.  289,  It  Is  held  that  It  is  competent  for  a 
steamship  company,  as  a  carrier  of  goods,  to  limit  its  liability 
to  a  certain  amount  In  case  of  loss  or  damage,  even  as  against 
Its  own  negligence,  where  the  valuation  Is  the  basis  on  which 
freight  Is  charged,  and  this  fact  was  fully  known  to  the  shipper; 
and  that  the  provision  In  a  bill  of  lading  limiting  liability  of  the 
carrier  to  a  certain  amount  raises  the  presumption  that  the 
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shipment  was  made  upon  a  d.M -lan-d  valuation  and  that  oppor- 
ilin It  v  wa«  Hffordod  of  shipping  .11  a  Wisher  valuation  by  payment 
of  a 'higher  rate.  See  also  Hohl  vs.  Norddeutscher  Lloyd,  175 
Fed  54*  and Val.le,,,,,  vs.  Atlas  Steamship  Co..  170  U.  8.  272. 
•very  of  damages  of  a  concealed  loss  and  damage  nature 

be  had'  If  proper  proof  of  the  negligence  of  the  carrier  is 

made     The  fact  that  the  drayman  gave  the  steamship  company 

a  clem    r.-r.-lpi   is  not  conclusive  proof  that  the  damage  did  not 

iTum   the  negligence  of  the  steamship  company.     It  may 

own  by  proper  evidence  that  notwithstanding  the  clear 
receipt  the  damage  occurred  prior  to  the  delivery  of  the  ship- 
ment to  the  drayman.  See  Hirsch  vs.  Hudson  R.  Line  57  N.  Y. 
S  l'7-J:  oppenheini  et  al.  vs.  Maine  Steamship  Co.,  127  N.  \.  S. 

463. 

Refund  of  Tax  on  Freight  Charges 

Canada.— Question:  In  our  claim  against  carriers  covering 
shortage  of  68.100  pounds  of  coal  from  a  point  in  Illinois,  we 
included  an  item  representing  internal  revenue  tax  on  the 
amount  of  freight  charges  paid  on  the  68,100  pounds.  Claim  was 
paid  in  full,  with  the  exception  of  said  tax,  and  carriers  referred 
us  to  section  1316,  of  the  revenue  act  of  1921,  which  reads  as 
follows: 

All  claims  for  the  refunding  or  crediting  of  any  internal 
MHO  tax  alleeed  to *ave  been  erroneously  or  illegally  assessed 
,,r  r.illeri.Ml  or  of  any  penalty  alleged  to  have  been  collected  with- 
out authority,  of  any  -sum  alleged  to  have  been  excessive  or  in 
anv  manner  wrongfully  collected,  must  be  presented  to  the  Com- 
mlBxioner  of  Internal  Revenue  within  four  years  next  after  pay- 
ment of  such  tax,  penalty  or  sum. 

This  matter  was  referred  to  the  Treasury  Department,  Wash- 
ington, which  replied  as  follows: 

In  case  of  settlement  of  loss  or  damage  claims -by  carriers,  it 
In  considered  that  any  amounts  paid  the  claimants  in  adjustment 
of  such  claims  are  in  settlement  of  damages  and  not  a  refund  of 
transportation  charges,  as  such,  and  the  tax  collected  on  any 
such  charge  is  not  considered  properly  refundable  as  tax.  In 
other  wiirds.  neither  the  carrier  nor  this  office  is  authorized  to 
refund  taxes  collected  on  amounts  paid  for  transportation  in 
cases  of  this  nature.  A  claim  against  a  carrier  for  non-delivery 
•  if  property  in  whole  or  in  part  is  an  amount  due  for  breach 
of  contract,  which  does  not  affect  the  application  of  the  tax 
imposed  under  section  500  of  the  Revenus  Act  of  1918. 

It  is  our  understanding  that  carriers  can  collect  freight 
charges  only  on  the  actual  weight  delivered  at  destination,  and 
if  there  is  a  discrepancy  between  shipping  point  weights  and 
destination  weights,  an  adjustment  must  be  made.  Freight 
charges  shown  on  our  invoice,  therefore,  actually  represent  an 
overcharge  and  as  such  we  believe  we  are  entitled  to  refund  of 
the  aforementioned  tax. 

Answer:  If,  as  we  understand,  the  amount  of  the  claim 
represents  the  liability  of  the  carrier  for  loss  in  transit  as  dis- 
tinguished from  an  error  in  the  billed  weight  of  the  shipment 
or  shipments,  under  the  general  rule  that  the  value  at  destina- 
tion less  the  unpaid  freight  charges,  or  without  reference  to 
freight  charges,  if  paid,  is  the  basis  of  recovery,  there  should 
be  no  refund  of  the  tax.  If,  on  the  other  hand,  it  is  an  error 
In  weight  on  which  freight  charges  are  assessed,  the  tax  applies 
only  on  the  corrected  weight  and  refund  of  the  difference  be- 
tween the  billed  weight  and  the  correct  weight  should  be  made. 
Application  of  Rule  34  of  Consolidated  Classification 

New  York. — Question:  A  class  and  commodity  tariff,  which 
carries  the  following  clause  on  its  title  page: 

Governed,  except  as  otherwise  provided  herein,  by  Official 
Classification  No.  46  ••••  supplements  thereto  and  reissues  thereof. 

contains  a  specific  commodity  rate  subject  to  a  minimum  weight 
of  20,000  pounds  on  an  article  which  is  subject  to  rule  34  in  the 
classification.  Is  the  minimum  applicable  to  the  specific  com- 
modity rate  subject  to  rule  34  in  view  of  the  fact  that  the  entire 
tariff  is  governed  by  the  Official  Classification  (except  as  noted 
in  tariff),  or  will  the  minimum  be  20,000  pounds  regardless  of 
the  size  of  car  used? 

The  rate  which  I  have  in  mind  is  issued  in  an  agency  tariff 
account  two  initial  lines,  and  both  of  the  initial  lines  have  ad- 
vised me  that  the  specific  commodity  item  is  not  subject  to 
rule  34  of  the  classification,  and  that  a  minimum  weight  of  20,000 
pounds  will  govern  irrespective  of  the  size  of  car  used.  I  am 
not.  however,  entirely  satisfied  with  the  ruling  of  the  carriers 
and  I  would  like  to  have  your  opinion.  This  does  not  necessarily 
mean  that  I  believe  rule  34  applies,  but  if  the  tariff  and  classifi- 
cation arc  to  bf  literally  interpreted  it  appears  that  this  will  be 
the  case. 

Answer:  Rule  34  of  Consolidated  Freight  Classification  No. 
2  Is.  in  our  opinion,  limited  in  Its  application  to  articles  rated 
in  the  classification  which  make  specific  reference  to  the  rule. 
The  opening  sentence  in  section  1  of  the  rule  leads  in  part  as 
follows:  "When  articles  subject  to  the  provisions  of  this  rule 
are  loaded  in  or  on  cars  36  feet  6  inches  or  less  in  length,"  etc., 
while  throughout  the  classification  reference  to  this  rule  is  made 
in  the  following  manner.  "Subject  to  rule  34."  See  Riverside 
Mills  v«.  Oa.  R.  R.,  26  I.  C.  C.  307,  and  Lalance  &  Grosjean  Mfg. 


Co.  vs.  Lang  Island  R.  R..  39  I.  C.  C.  637,  which  decisions  seem 
to  confirm  our  understanding. 

Refund  of  Express  Charges 

Maine.— Question:  Kindly  advise  if  the  consignor  of  a  ship- 
ment of  fish  by  express,  which  was  refused  by  consignee  on 
account  of  condition  upon  arrival  at  destination,  is  liable  for  the 
express  charges,  the  fish  being  worthless. 

Answer:  The  consignor,  as  the  party  who  made  the  con- 
tract of  shipment  with  the  carrier,  is  primarily  liable  for  the 
express  charges. 

If  there  was  no  negligence  on  the  part  of  the  carrier  i 
transporting  the  fish,  the  consignor  can  be  required  to  pay  the 
charges.  If,  however,  the  negligence  of  the  carrier  caused  the 
loss  thereof,  under  what  we  understand  to  be  the  practice  of 
the  express  company,  the  express  charges,  in  addition  to  the 
declared  value,  should  be  refunded. 

Revealing  Information  by  Carrier  Covering  Transactions-  of 

Shippers 

Virginia. — Question:  Please  advise  whether  or  not  there  is 
an  Interstate  Commerce  Commission  ruling  and  the  penalty  in 
a  case  where  John  Doe  ships  a  car  of  lumber  to  Richard  Doe 
from  A  to  B,  and  requests  the  agent  at  B,  in  preparing  the 
freight  notice,  to  leave  off  the  shipper's  name,  which  is  John 
Doe.  Should  these  instructions  he  complied  with  or  not,  and 
what  is  the  penalty  for  failure  to  comply  with  the  shipper's 
instructions? 

Answer:  In  the  case  "In  the  Matter  of  Freight  Bills,"  29 
I.  C.  C.  498,  the  Interstate  Commerce  Commission  put  its  ap- 
proval on  the  form  of  the  freight  bill  now  in  use,  which  form 
provides  for  showing  the  full  name  of  the  shipper.  While  there 
seems  to  be  no  obvious  duty  on  the  part  of  the  carrier  to  give 
this  information  to  the  consignee  and  the  carrier's  notification 
rules  do  not  provide  that  the  shipper's  name  will  be  shown, 
there  is  no  privacy  of  relations  between  the  consignor  and  con- 
signee, of  which  we  are  aware,  with  which  the  carrier  could 
interfere  by  revealing  the  name  of  the  consignor,  which  is 
within  the  prohibition  of  section  15  of  the  act,  except  in  the  case 
of  reconsigned  shipments.  There  is  no  legal  duty  on  the  carrier 
to  respect  the  wishes  of  the  consignor  or  to  protect  his  relations 
with  some  third  party  by  withholding  this  information  from 
the  consignee,  even  if  it  agreed  to  do  so,  such  agreements  not 
being  supported  by  a  valid  consideration  and  consequently  not 
binding. 

On  the  other  hand,  if  the  consignee  should  demand  and  the 
carrier  refuse  to  disclose  the  name  of  the  consignor,  the  carrier 
might  be  subject  to  the  charge  of  unjust  discrimination  in  view 
of  its  general  practice  of  showing  this  information  in  either 
notice  or  freight  bill,  or  both,  and,  furthermore,  the  consignee 
might  properly  refuse  to  accept  the  shipment  where  the  name 
of  the  consignor  was  necessary  to  its  identification  or  for  other 
purposes. 

Deduction  for  Shrinkage  of  Grain   in  Adjustment  of  Claims  for 

Loss 

Louisiana. — Question:  Referring  to  your  answer  to  "Ohio" 
on  page  1182  of  The  Traffic  World  for  May  27:  The  one-eighth 
of  one  per  cent  for  natural  shrinkage  applies  on  the  shipping 
weight  of  wheat,  rye,  oats  and  other  small  grains.  On  corn,  one- 
fourth  of  one  per  cent  allowance  should  he  made  for  natural 
shrinkage.  For  tariff  reference  refer  to  W.  J.  Kelly's  issue  No. 
1-J,  I.  C.  C.  1426,  Southwestern  Lines  Classification  Exception 
and  Rules  Circular. 

You  no  doubt  have  access  to  all  other  issues  and  I  am  quite 
sure  the  above  will  apply  on  the  case  in  question,  and,  these 
being  legal  tariffs,  the  allowance  must  be  observed  by  the  claim- 
ants. 

Answer:  In  A.  B.  Crouchv  Grain  Co.  vs.  A.  T.  &  S.  F.,  41 
I.  C.  C.  717  the  Commission  refers  to  statutory  provisions  of 
two  of  the  states  which  provide  for  an  allowance  for  shrinkage, 
but  concludes  by  saying:  "While  the  carriers'  liability  for  losses 
must  be  determined,  not  by  the  Commission,  but  by  the  courts, 
yet  to  insure  uniformity  and  to  avoid  unjust  discrimination  rules 
or  practices  of  the  kind  here  under  discussion  should  be  shown 
in  the  tariffs  lawfully  filed  by  carriers  engaged  in  interstate 
transportation." 

Therefore,  the  provisions  for  shrinkage  allowance  published 
in  tariffs  on  file  with  the  Interstate  Commerce  Commission  ap- 
parently govern  interstate  shipments. 
Conversion — Burden  on  Carrier  to  Show  Delivery  to  True  Owner 

Massachusetts. — Question:  A  sells  to  B  a  second-hand  ma- 
chine with  no  written  contract.  Later  O  orders  from  C  certain 
parts  to  he  shipped  to  B.  C  refuses  to  ship  unless  parts  are 
paid  for.  A  pays  for  and  directs  shipment  to  be  forwarded  to 
B  on  order-notify  bill  of  lading,  sight  draft  attached.  C  so  for- 
wards, but,  through  error,  the  transportation  company  delivers 
shipment  to  B  without  taking  up  the  original  order-notify  bill 
of  lading.  A  enters  claim  against  transportation  company,  who 
deny  liability  on  the  grounds  that  B  claims  A  agreed,  at  the 
time  of  the  sale  of  the  original  second-hand  machine,  to  furnish 
the  parts  which  A  ordered  from  C.  The  transportation  company 
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admit  the  facts,  but  because  of  the  question  of  whether  or  not 
A  was  damaged  has  invited  suit  on  A'g  claim. 

If  A  files  suit  (there  being  no  documentary  evidence  to 
A's  contention  that  the.se  goods  were  to  be  paid  for  by  B)  can 
the  transportation  company  require  A  to  show  whether  or  not 
I.-  was  damaged,  notwithstanding  the  fact  that  the  transporta- 
tion company  converted  the  property? 

Answer:  As  we  understand  your  question,  the  refusal  of 
the  carrier  to  pay  your  claim  Is  based  on  B's  contention  that  the 
pans  shipped  by  C  were  included  in  the  original  order  on  the 
second-hand  machine  and  included  in  the  price  thereof,  and  that 
therefore  in  delivering  the  goods  to  B  without  the  surrender 
of  the  order-notify  bill  of  lading  the  carrier  was.  in  fact,  de- 
livering the  goods  to  the  true  owner  thereof. 

While  we  do  not  locate  a  case  exactly  in  point,  the  prin- 
ciples set  forth  In  the  decision  of  the  court  in  Wolfe  \s.  Mo. 
Pac.,  11  S.  W.  49  (Mo.),  in  our  opinion,  should  govern  the  ques- 
tion of  whether  or  not  you  must  show  that  th.-  delivery  to  1! 
resulted  In  Injury  to  you.  On  page  51  of  the  above  referred  to 
decision,  the  court  said: 

-   ll»  duty  to  carry  and  .1.  hv.  r  tre-  » 
•    claim*    that 

wan    th.-    •  r.    and    that    i<  Mm    w.a» 

lawful,      i  Hy  a  carrier  In  mom*  clr 

KlXi'l  <n     Who    K:I 

It*   charge   for  carrlaicf       The   contra 

•  rr\    and  'llnir 

to   shlpp-  account    for    the    good*.       It 

•    lawful    ae.  'hat    they    had    !>•  •  n    •!• 

the    real   owner    111  mand.      Thin    principle    In   now    to 

established    In   the   law    that   the  mere  st«'  '    will    - 

for  th-   i  The  Idaho.   SI   IT.  8.  S7S;  Tran*i> 

v«    Barber.    Sit    N  •  >lf>     a    d> 

owner    eontni- 

•Mumes  the  hurd'  •  •  ;  ui-h 

delivery.      Ani  thine*    It    must    e*tabll*h    the    Immediate 

rlicht  of  pos)***aion  In  the  person  to  whom  such  d»-llvt-ry   Is  made. 
(See   al».i    Aha-  I  I   S.    ««S>. 

Damage — Measure  of  Where   Shipper   Unable  to   Obtain   for   Un- 
reasonable  Time,   Information   a*  to   Movement  of   Shipment 

Minnesota. — Question:  A  carload  shipment  from  Minnesota 
to  New  York  moving  when  service  wan  exceedingly  Irregular 
and  being  unable  to  obtain  any  definite  record  of  movement 
until  sixty  days  after  shipment,  when  »••  were  advised  by  an 
Intermediate  line  that  same  was  totally  destroyed,  compelling 
us  to  go  Into  the  market  on  that  date  and  buy  grain  to  sa 
oar  original  contract  with  the  buyer,  which  was  sold  on  a  <!>•- 
livered  basis. 

Reasonable  time  constitutes  two  weeks  and  not  more  than 
thirty  days  to  destination.  What  Is  tbe  measure  of  the  carrier's 
liability'*  The  common  law  liability  of  deMlnatlon  value  at  the 
I  It  should  have  arrived,  allowing  thirty  days  as  reasonable 
service.  Is  conslderaby  less  than  the  market  value  at  the  lime 
we  were  advised  of  carrier's  Inability  to  deliver.  Could  we 

up  a  case  of  conversion  and  recover  the  market  value  at 
the  time  we  were  advised  of  tbe  conversion  by  the  carrier,  or. 
In  your  opinion,  just  what  Is  the  method  of  arriving  at  the  Ions 
In  thin  particular  case? 

have  a  bill  of  lading  law  which  requires  the  earn- 
Issue  a   bill   of  lading  and   mat  .trrler   liable   for  "full 

actual  loss"  and  the  common  law  liability  running  where  • 
Is  no  specific  statute  to  tbe  contrary.  It  seems  to  me  that  there 
Is  a  serious)  question  but  what  tbe  carrier  Is  liable  for  the  full 
actual  loan.  Of  coarse,  the  method  of  arriving  at  this  loss  Is 
controlling,  but  In  case  of  abn-efoUvery  by  the  carrier  or  con- 
version where  the  shipper,  by  reason  of  his  contract.  Is  required 
to  replace,  the  full  actual  loss  Is  beyond  question  of  doubt  the 
difference  between  the  original  cost  and  that  which  he  must 
pay  to  fulfill  the  obligations  of  that  contract. 

Answer:  It  In  held  In  a  number  of  cases  that  the  loss  of 
goods  Intrusted  to  a  carrier  for  transportation,  even  though 
tbe  loss  Is  the  result  of  Its  negligence,  does  not  amount  to  a 

.ilon  of   the   goods,  and   the   remedy   for  non«M>- 
these  circumstances   Is  not   by  action    for    conversion   but  for 
breach  of  the  duty  to  transport  and  deliver. 

are  unable  to  locate  a  decision  which  passes  upon  facts 
similar  to  tho»e  set  forth  In  your  question,  but  the  general  rule 
Is  that  the  carrier  Is  liable  for  all  damage*  proxlmately  result- 
ing from  the  carrier's  breach  of  duty  or  due  to  Its  negligence. 
It  would  therefore  seem  reasonable  and  Just  that  a  shipper  who 
has  used  due  diligence  Is  not  able  to  secure  Information  as  to 
the  movement  of  his  shipment  within  a  reasonable  time,  should 
>ver  what  he  has  lost  by  the  owner's  negll- 
partlciilarly   when    taking   Into   account   the   rule   of   law 
that  the  owner  of  goods  which  sir  !   in  transit  must  ac- 

cept such  foods  regardless  of  the  length  of  the  delay. 
Weighing  and  Reweighino — Estimated     Weights     Under     Weight 
Agreement   vs.    Destination    Scale    Weights 

Oklahoma. — Question:    Shipment  of  noap.  carload,  originated 

Ohio,  di  •  Oklahoma.     The  shipper  at   "A." 

was   In   a   weight  agreement   with   the  Central    Inspection 

and   Weighing    Bureau,   and   Inserted   a   weight  of   53.025   pounds 

un  arrival  of  the  car  at  "11,"  Oklahoma. 

it   was   weighed   over   track   scales   and    found    to   weigh    52.200 


pounds,  or  825  pounds  less  than  the  weight  inserted  in  the  bill 
of  lading  by  the  shipper.  Charges  were  assessed  at  the  weight 
inserted  by  the  shipper,  namely.  53.025  pounds,  and  upon  p 
entation  of  the  claim  to  the  deliverying  carrier,  they  decline 
payment  based  upon  the  weight  of  52,200  obtained  at  "B,"  Okla- 
homa. Can  the  carrier  be  made  to  assess  charges  upon  the 
weight  obtained  at  "B,"  Oklahoma,  and.  if  not,  why? 

Answer:  In  the  case,  "In  Reweighing  of  Freight  by  Car- 
rier," 28  I.  C.  C.  7.  the  Commission  holds: 

The  shipper  should  be  required  to  pay  upon  the  actual 
weight.  To  assess  freight  charges  upon  any  other  than  the  actual 
welffht  Is  to  Impose  a  rate  either  too  high  or  too  low,  and  to 
discriminate  between  different  shippers.  A  carrier  may  not  pro- 
vide that  the  weight  of  a  particular  scale  shall  KOVCI-II.  whether 
that  scale  be  accurate  or  inaccurate,  for  the  question  is  always. 
"What  is  the  urinal  weight  of  shipment  within  reasonable  limits.' 
•  •  •  ."  Neither  is  it  proper  to  provide  that  weights  at  .nli.  ; 
the  point  of  orlKln  or  the  point  of  destination  shall  n»vi -i  n.  un- 
less •  iKhts  are  correctly  taken:  that  i.-1,  such  a  tariff 
wouM  in-  -in reasonable  unless  the  shipper  was  permitted  to  show 
by  rewelffhlng  or  by  other  means  that  the  weights  at  the.  point 
»r  --lit:  i  n  were  inaccura 

While  the  carriers  operate  weight  agreements  with  shippers 
on  commodities  packed  in  standard  containers  so  that  it  is  v>  i> 
practical  and  reasonably  accurate  to  use  the  average  weight  of 
the  packages  in  arriving  at  a  basis  of  weights  which  will  be 
used  for  billing  and  assessing  freight  charges,  and  which  basin, 
if  uncontroverted  by  errors  or  fraud  revealed  when  the  inspector 

ks  the  billed  weights  against  shippers'  invoices,  will  ordi- 
narily not  be  changed  by  the  carrier,  the  consignee  has  the  right 
under  the  National  Code  of  Weighing  and  ReweiKhing  Rules 
to  require  the  carrier  to  rewelgh  the  car.  ID  your  case,  this 
was  done. 

ion  B  of  the  Weighing  Code  entitled  "When  Cars  May 
Be  Rewelghed"  provides  that  carload  freight  may  be  i-ewoiuhed 
for  the  purpose  of  testing  the  accuracy  of  previous  weighings 

Section  A  thereof,  under  "Weights  to  Govern,"  provides 
that  where  carload  freight,  the  weight  of  which  is  not  subject 
to  change  from  Its  Inherent  nature.  Is  check-weighed  or  re- 
weighed  en  route,  or  at  destination,  no  change  will  be  made  in 
the  billed  weight  except  as  provided  in  section  B,  which  reads: 


if  th.-  differ.-! 

wpiicht  obtained  b; 
n   this   rule. 

original    «• 

between    the    neron<! 


between  the  original  net  weight,  nnd  the 
...  ,1  i  lie  toleranci-  pro- 
t  be  changed.  If  such 

•       t  I'leril  n«-e.       Mi.        -   :i  I       Should       lie       Wetull 

iblr.       If    the    third    wi-lvhliiK    e. .minus     the 
no    ehank'e    shall    I"-    mail- 
applied  as  above,   the   1- 

>,llll     lie     use. I     where     tile     li  i  ll'e  I  ,   II ,   , 
!     I  lie     I  "lei     . 


It  will  be  noted  In  your  case  then-  was  no  third  weight 
obtained  on  the  car  for  comparison  with  the  first  and  second 
weights.  Consequently,  you  are  without  proof  as  to  which  is 
the  correct  weight.  Both  the  agreement  and  the  scale  weights 
are  authoritative.  Hither  may  In-  mi  reel,  but  neither  can  prmc 
the  other  erroneous.  The  shipper,  however,  always  has  the  right 
to  a  sufficient  number  of  rcweighlngs  to  establish  beyond  a 
reasonable  doubt  the  proper  weight  on  which  to  assess  (  |,; 
and  should  avail  himself  of  that  right  before  unloading  and 
thereby  jeopardizing  his  chances  for  correction. 


NEW  YORK  POTATO  EMBARGO 

Tkt  Tragic  World  Washington  Bureau 

The  question  of  whether  an  embargo  on  potatoes  at  New 
piers  of  the  Pennsylvania,  early  in  June,  would  have  been 
1.  has  been  disposed  of  by  Division  5.  In  a  letter  written  by 
Commissioner  Aitohlson  to  .1.  L.  Kysmans.  traffic  manager  of  the 
Pennsylvania  at  Philadelphia,  and  Clark  &  I.aRoe.  attorneys  for 
the  port  Authority  of  New  York,  as  follows: 

With   reference   to   the   subject    of   the    informal   confe: 
held  In  my  office  with  members  of  Division  5  of  this  Commission, 
Monday.  June  *>.  1922,  I   am  authorized  by  the  Division   to   .-ay 
that  it  deems  It  appropriate  to  call  to  the  attention  of  lh>> 

I  parties  so  much  of  the  report  of  the  Director  of  the  litucau 
of  Service   of  the   Commission,   Mr.   John   C.   Roth,  as   follows: 

Pm-iimit  In  your  Instructions  I  Investigated  the  matter  of  the 
embargo  upon  potatoes  for  delivery  to  piers.  New  York  City,  pl.-n ••  il 
by  the  2'ennsyfvanla  Railroad.  I  find  that  tbe  •  of  i>-  ' 
(unable  freight  has  not  been  ,.(  -uin,  i.  nt  extent  ..i  ilui:iti..n  to 
warrant  an  embargo;  that  there  Is  no  u  what- 
tbat  the  Pennsylvania  Kailrond  pier  fa- 
cilities at  New  Y"ik  «  i«ht  Is  handled  are  In- 
adequate to  handle  the  arrivals  during  a  48-hour  period  In  

day.    but    are    adequate    to   care    for    each    day's   arrivals    currently, 
and    that    tin  xible    freight    in    New     York     >  :m 

overcome  much  <•(  tin-  •  n  and  delay  by  removing  all  of  their 

freight    from    the   p  ^    the    first    L' I    hours  after  arrival       I 

mmend   that   the   Pennsylvania  company   tie    notified    that    MOM- 
Is  n  of  an   accumulation   of   potatoes   In   New   York   • 

whi'h  warrants  tin    levy  ,,f  mi  embargo. 


NORFOLK    SOUTHERN    EQUIPMENT    NOTES 
The    Norfolk    Southern    has    applied    to    the   Commission   for 
authority  to  Issue  $375.000  of  fi  per  cent  equipment  trust  or  c  mi 
ditional   sales    agreement    notes,    to   be   issued   under   a   contrail 
for   the   purchase  of  :',!l?   teconuli  m d  d   and   rebuilt    freight    . 
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NEW  SUBSIDY  BILL  REPORTED 

The  Tragic  World   Wtskington  Bureau 

The  House  committee  on  merchant  marine,  the  afternoon 
of  Juni-  16,  t'livurably  reported  to  the  House  the  ship  subsidy 
bill,  as  drafted  by  the  subcommittee,  with  the  exception  that 
the  provision  relating  to  the  percentage  of  ship  crews  required 
to  be  American  citizens  was  modified  so  that  at  the  end  of 
years  the  percentage  must  be  66%  instead  of  50.  The 
plan  is  to  bring  the  bill  up  the  latter  part  of  next  week  or  the 
first  part  of  the  following  week. 

The  committee  voted  down  an  amendment  offered  by  Rep- 
resentative Dankhead  providing  that  no  part  of  the  subsidy  fund 
should  be  available  for  ships  on  which  liquor  is  sold.  If  the 
bill  is  endangered  by  the  liquor  question,  the  Republican  lead- 
ers propose  to  introduce  a  separate  measure  designed  to  pro- 
hibit liquor  sales  on  both  American  and  foreign  ships  entering 
American  ports. 


LIQUOR  SALE  MAY  DELAY  SUBSIDY 

Tht  Traffic   World   Washington  Bureau 

A  new  snag,  which  may  mean  the  postponement  of  consid- 
eration of  the  ship  subsidy  bill  until  the  next  session  of  Con- 
gress, has  loomed  in  the  heated  controversy  over  the  sale  of 
liquor  on  American  ships,  precipitated  by  a  letter  sent  by 
Adolphus  Busch  HI  to  President  Harding,  this  week,  and  widely 
circulated  through  the  press. 

Proponents  of  the  subsidy  legislation  fear  that  to  press  the 
matter  at  -the  present,  time,  without  first  clearing  up  the  ques- 
tion of  liquor  sales  on  Shipping  Board  vessels,  will  result  in 
Its  defeat.  Rather  than  risk  the  loss  of  prestige  that  would 
mean  to  the  administration,  It  has  been  suggested,  it  would 
be  wiser  to  hold  the  measure  over  until  fall,  in  the  hope  that 
developments  in  the  Interim  will  dispose  of  thB  troublesome 
question.  Representative  Bankhead  of  Alabama  offered  an 
amendment  to  the  bill  forbidding  the  carriage  and  sale  of  liquor 
on  American  vessels,  but  the  frequently  expressed  belief  of 
Chairman  Lasker  of  the  Shipping  Board  that  to  ban  the  sale 
of  liquor  would  be  tantamount  to  tying  the  vessels  up  at  the 
docks,  makes  the  rejection  of  such  an  amendment  probable. 

Mr.  Busch's  letter  was  Inspired  by  a  letter  from  August  A. 
Busch  to  his  asociates,  written  while  a  passenger  on  the  "George 
Washington."  Adolphus  Busch  complained  of  the  practice 
which  he  said  made  the  United  States  the  "biggest  bootlegger 
in  the  world."  The  two  letters,  together  with  a  newspaper 
editorial  favoring  the  sale  of  liquor  on  American  vessels,  in- 
spired, Busch  charged,  by  a  visit  of  Chairman  Lasker  to  the 
office  of  the  editor  of  the  paper  In  which  it  appeared,  were 
published  in  pamphlet  form. 

Chairman  I^asker,  in  reply,  said  the  sale  of  liquor  had  been 
declared  lawful  by  the  board's  counsel,  and  that  it  was  neces- 
sary to  the  life  of  the  American  merchant  marine. 

"I  do  not  believe  I  speak  inadvisedly  when  I  state  that,  so 
long  as  foreign  ships  can  enter  America  serving  liquor,  the 
lack  of  that  privilege  might  be  the  very  determining  factor  in 
the  life  or  death  of  the  American  merchant  marine."  he  said. 
"So  long  as  foreign  ships  are  allowed  the  privilege  of  entering 
and  departing  from  American  ports  serving  liquor,  that  same 
privilege  must  be  allowed  our  merchant  ships." 

Mr.   Schleslnger,   the   board's   general   counsel,   in   his   legal 

pinion,   cited   numerous   court  decisions   to   sustain   his   Inter- 

pretation  that  neither  the  eighteenth  amendment  nor  the  Vol- 

stead act  apply  to  American  ships  outside  the  three-mile  limit. 

He  said  in  Scharrenberg  vs.  Dollar  Steamship  Co.,  245  U.  S.  122, 

ihp   United  States  Supreme  Court  held  that  an  American  ship 

engaged  in   foreign  commerce  was  not  a  part  of  the  territory 

the  United  States  In  the  sense  that  seamen  employed  on  It, 

while  In  American  ports  or  on  voyages,  can  be  said  to  be  per- 

forming labor  In  the  United  States. 

A  letter  sent  by  President  Harding  to  Chairman  Campbell 
of  the  House  rules  committee  under  date  of  May  26,  saying 
that  If  the  ship  subsidy  bill  was  not  passed  at  the  present  ses- 
sion the  President  would  feel  obligated  to  call  a  special  session 
for  consideration  of  the  measure,  was  made  public  June  13 
It  follows: 

•-fiSPtejJSS  lhnt   in  ?  vel?  8hort  tlme  the  merchant  marine  bill 

i  favorably  r,-|.,,,lr,l  t,,  n,,.  Hous.  .     1   am  writing  to  express  tin- 

that   >.,ur  i-omiiiitK.-  report    whatever  provision   Is 

h?wy,/or      "   e'"'f   ",'",'    '""'  ""•     '   ™nnot   convey   to 

t0"'10,U  rn-slly     I     ft-,  1     II  of    passing    tills    act        So 

h  1.  lnvi.lv,-,!  »n<l  mi,-l,   .-,   .liilimH   ..,,,,1  atscouraglnl  situation  will 
,h,V,M         ""XT"**  f»'«  «o  HMMrtl,,,,   II,,.  „„.,,  -Hunt  marine  bill  thaT 
^"^   '"  '  .'">•••<•"  obll^  ,   immediately   In  extraor- 

V",1    '"   •••-I'.-'-nlb    co.  If    it    went   over  through   any 

neglect  or  delaj    I..  >,,„,!    n,,.   pn-s.-nt    t,  .,-,„. 

I  be  more  than  ftlad  to  in   any  way  that  1  can  In 

r    ,"T  „"'",''    ""     ""••••"'     '""^i'y    of    the    favorable 

«  A    i          ,  M     ",     '",     '   :""   wril'"K  '"'  •  M'lrs.slon  of  my  earnest- 

.1  to  yi,  ,  i  lit  tills  HIM,-  I...,  -mis,.  I  iiiul,M'M:in,|  it   is  within  the 

i  ;  ".T1""  V  V  ,''  """"'   • 

ir«a  early.  un,l  I  hope,  favornblc  ,  otislil,  i  :,tion. 


failure  of  Congress  to  pass  the  subsidy  bill  at  the  present  ses- 
sion. It  was  said  that  If  the  bill  were  put  over  until  the  short 
session,  it  could  not  be  handled  then.  Therefore,  it  was  said, 
the  President  had  sent  the  message  to  Chairman  Campbell  to 
emphasize  the  necessity  for  action  at  this  session.  The  Presi- 
dent, it  was  said,  desired  it  known  that  he  meant  what  he  said 
with  reference  to  Congress  acting  on  the  bill  at  this  session. 
Some  members  of  Congress,  it  was  said,  seemed  to  have  an 
idea  that  the  President  did  not  mean  what  he  said. 

Representative  Mondell,  Republican  House  leader,  in  dis- 
cussion in  the  House  this  week  on  the  Administration  program 
for  a  ship  subsidy  law,  declared  that  the  Democrats  should  as- 
sist the  Republicans  in  solving  the  problem  resulting  from  the 
building  of  $3,500,000,000  of  ships  in  the  war  period  instead  of 
charging  the  Republicans  proposed  to  "give  great  privileges  to 
private  individuals." 

"Do  I  understand  the  gentleman,  then,  to  take  the  position 
that  the  shipping  bill  proposed  by  the  President  is  only  neces- 
sary because  of  the  fact  that  during  the  war  we  built  ships?" 
asked  Representative  Garrett  of  Tennessee. 

'That  is  what  makes  it  necessary  at  this  time,"  replied  Mr. 
Mondell.  "We  have  a  great  fleet  which  cost  a  vast  sum  of  money, 
and  something  must  be  done  with  it.  That  is  the  real  problem 
before  us.  What  are  we  going  to  do  about  it?  Are  we  to  allow 
the  fleet  to  rot,  to  have  American  shipping  driven  from  the  seas? 
Shall  the  entire  $3,500,000,000  be  a  total  loss  and  receive  no  per- 
manent benefit  from  it?" 

"Then  if  we  did  not  have  the  ships  the  gentleman's  position 
would  be  different?"  asked  Mr.  Garrett. 

"At  least  a  very  different  situation  would  be  presented  to 
us,"  said  Mr.  Mondell.  "We  have  the  ships.  It  is  a  condition, 
not  a  theory  that  confronts  us.  What  are  we  going  to  do  with 
them?" 

Senator  Pomerene,  of  Ohio,  and  Senator  Underwood,  of  Ala- 
bama, in  statements  made  to  Malcolm  Stewart,  of  Cincinnati, 
chairman  of  the  Middle  West  Merchant  Marine  Committee,  have 
declared  themselves  in  favor  of  government  assistance  for  the 
American  merchant  marine,  according  to  a  statement  issued  by 
the  National  Merchant  Marine  Association.  The  association  says 
the  ship  subsidy  bill  is  expected  to  reach  the  House  for  consid- 
eration about  June  20.  Continuing,  it  says: 

In  the  face  of  the  steadily  growing:  sentiment  through  the  country 
in  favor  of  legislative  aid  for  American  shipping,  reports  continue  of 
efforts  being  made  in  Congress  to  organize  opposition  to  the  bill. 
Those  elements  in  the  House  which  have  sought  to  line  up  Republicans 
against  the  measure,  on  the  ground  that  the  Middle  West  is  opposed 
to  establishing  an  American  merchant  marine,  are  now  reported  to  be 
taking  a  poll  of  members,  with  a  view  to  securing  enough  support  to 
enable  them  to  block  consideration  of  the  bill.  One  result  of  this, 
however,  has  been  that  several  members  from  the  Middle  West  have 
voluntarily  gone  to  members  of  the  merchant  marine  committee  with 
the  assurance  that  they  will  support  the  bill.  The  results  of  the  poll 
are  proving  disconcerting  in  other  ways  to  its  takers.  A  canvass  of 
the  Illinois  delegation,  for  instance,  has  shown  that  at  least  eighteen 
of  the  twenty-three  Republican  members  from  that  state  are  for  the 
bill,  and  it  is  believed  that  when  the  bill  is  reported  out  in  its  revised 
form,  its  supporters  will  be  Increased. 

There  is  every  indication  that  President  Harding's  determination 
that  an  American  merchant  marine  must  be  established  has  been  in- 
tensified by  the  developments  in  Congress,  and  it  is  now  said  that  if 
Congress  adjourns  without  acting  on  the  bill,  the  President  will  call 
an  extra  session.  It  may  be  said  that  he  regards  legislation  to  aid 
shipping  as  a  pre-election  pledge  to  the  country,  which  the  Republi- 
can party  must  keep,  and  that  he  is  determined  to  use  every  effort 
in  his  power  to  have  this  accomplished. 


i.    .  8aid  at  thp  Whlle  n°U8e  June  13  that  the  President 

Hint    no   greater   disappointment    could   come   to   him    than 


SECTION  23  OF  JONES  ACT 

The  Traffic  World   Washington  Bureau 

Announcement  was  made  this  week  by  the  Shipping  Board 
that  an  agreement  had  been  reached  between  the  board  and 
the  Treasury  Department  relative  to  the  application  of  section 
3  of  the  Jones  merchant  marine  act  which  gives  certain  tax 
exemptions  to  encourage  the  building  of  ships  in  American 
shipyards. 

Section  23  provides  that  the  owner  of  any  American  vessel 
operated  in  foreign  trade,  in  accounting  to  the  Treasury  De- 
partment for  the  war-profits  and  excess-profits  taxes  imposed 
by  the  revenue  act  of  1918,  shall  be  entitled  to  an  exemption 
from  such  taxes,  provided  he  puts  the  amount  thus  waived  by 
the  government  into  the  construction  of  a  new  vessel  in  an 
American  shipyard,  the  cost  of  which  must  be  three  times  the 
amount  of  the  taxes,  the  remaining  two-thirds  being  furnished 
by  him  from  his  own  capital.  The  owner  must  have  in  fact 
invested  the  amount  in  the  actual  construction  of  a  vessel  during 
the  taxable  year;  or,  if  it  is  his  definite  intention  to  construct 
a  new  vessel,  but  it  has  not  been  feasible  to  do  so,  he  is  per- 
iled to  set  aside  the  amount  in  a  trust  fund  to  be  applied 
to  such  new  construction,  within  a  reasonable  time 

A  second  provision  of  the  act,  however,  applies  not  to  net 
earnings,  but  to  proceeds  of  sale.  Under  this  clause,  It  is  pro- 
vided that  any  citizen  who  sells  an  American  vessel  which  was 
built  prior  to  January  1,  1914,  shall  be  exempt  from  all  income 
that  would  be  payable  upon  any  of  the  proceeds  of  such 
sale  under  the  revenue  act  of  1918,  provided  such  proceeds  are 
invested  In  new  ship  construction  or  set  aside  in  a  trust  fund 
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for  that  purpose  in  a  manner  similar  to  the  provisions  applicable 
to  the  tax  on  net  earnings,  as  get  forth  above. 

The  board  said  the  provision  that  net  earnings  in  relation 
to  which  the  tax  is  waived  must  be  net  earnings  from  a  vessel 
"operated  in  foreign  trade"  did  not  mean  that  the  vessel  must 
have  been  exclusively  operated  in  that  trade,  but  that  the  pro- 
visions of  the  act  applied  only  to  that  part  of  the  earnings 
which  accrue  from  the  transportation  of  goods  in  foreign  com- 
merce. The  provisions  of  the  act  are  to  be  applied  for  ten 
taxable  years  from  June  5,  1920.  The  board  said  this  brought 
within  the  operation  of  the  act  the  period  between  June,  1919, 
and  June,  1920.  "which  was  a  very  lucrative  period  for  shipping, 
with  the  result  that  some  owners  have  funds  with  reference 
to  which  they  are  claiming  exemptions  aggregating  as  much  as 
$3,000,000." 

In  conclusion,  the  board  said: 

Thu»  far  the  Shipping  Board  ha*  had  Inquiries  from  tw.-ni>  - 
five  to  thirty  owner*  Indicating  that  they  will  claim  these  benefit*. 
Thl»  do*«  not  accurately  Indicate  the  numb.-r  w,.o  may 

•iptlon*  under  the  act.  because  th.  Treasury  and  in--  Shipping 
Hoard.  Inasmuch  a*  rule*  and  regulation*  har<-  nut  herrtofore 
existed  for  the  guidance  of  iihlp  owners  in  making  claim*,  have 
agreed  that  M  who  may  make  application  for  exemp- 

tion, although  thr  application  may   r.-lat.-   to  taxe*  which  accrued 
against   them   In   prevlou*  taxable  year*,   may  be  entitled  to  have 
applications   con«ldrred. 

Although   <'nngre*«    Intended    th.     P»l  iiinn.-    f 

taxable  year*  "beginning  with  th.-  flr-t  tax-il.l--  year  ending 
after  the  enactment  of  thl»  A.  •  llry  cannot  be  applied 

contlnuouily    through    the    perlo.1  nle**    new    leglsla- 

cl»n    make*    It    applicable    to   taxe*    Imp..*  i.  \.M>I.     act* 

subsequent    to   the   Act   of    1»11.    for   th*    t-  ••    cectlon    ex- 

preuly  limit  It  to  taxi-*  Imposed  by  th.-  l:-v.  nue  Act  of  1»1S 
Although  these  taxe*  In  *ub*tance  ar-  re-enacted  and  re-lmpo*ed  by 
thr  Revenue  Act  of  1»2».  the  Tr-amiry  appllr, 

•  tructlon  that  th.  act  of  "1>10"  I*  not  the  act  of  "IMS"  and 
doe*  not  come  within  the  term*  of  th*  »r<-tlon.  ami  therefore  th. 
taxe*  Imposed  by  that  act  are  not  walv>-<l  Th.-  Shipping  Hoard 
ha*  cecured  the  Introduction  or  a  bill  In  Congress  which.  If  It 
become*  law,  will  correct  thl*  d«-f..  t.  ami  all  income  and  profit 
taxe*  on  *uch  net  earning*  or  proced*  of  sale  will  be  subject 
to  thr  provision*  of  the  act.  • 

public  policy  on  which  Section  Z.I  ••<  th-  merchant   marine 
act.   1)20.  I*  based,  ha*  become  ni  'ant  since  the  adoption 

of  a  "naval  holiday"  by  the  I'nlted  Stair*,  a*  a  reiult  or  th>- 
Limitation  of  Armament*  Conference.  The  new  International 
policy  which  ha*  brrn  aiL.pt.-. I  mran*  thr  lo*«  to  American  (hip- 
yard*  of  many  gov«  rnm-nt  contracts  thi  .1  h  th>  n.-\t  t.-n  year*. 
for  the  r..n--  t  naval  vr**el*  which  would  oMi>i.\i-- 

have    been    built        It    I*    Imperative    that     everything    posslbl- 
done    to    maintain    Amrrlran    «hlp>ard*    through    th  and 

to   encourage    and    develop    workmen    ski  -trtii-ti..n 

of   ve**el*. 


SUBSIDY  AND  BOARD  CONDEMNED 

The  report  of  the  executive  council  of  the  American  Fed- 
eration of  Labor,  submitted  at  the  forty-itecond  annual  conv.  n 
tion  at  Cincinnati  tola  week,  branded  the  "Eoch-Cummlns  law" 
as  a  failure,  urged  abolition  of  the  Railroad  Labor  Board,  and 
attacked  the  ship  nubsldy  program  of  the  Harding  administra- 
tion. On  the  ship  subsidy  question,  the  council  said: 

It  ha*  been  the  general  opinion  that  thr  Idea  of  a  *hlp  sub- 
•Idy  would  never  again  be  broach,  d  In  ''••nitre**.  liut  thl*  belief 
wa«  based  on  the  contention  that  there  never  would  he  *uch  a 
congre**  a*  1»  now  In  *e**lon.  Furthermore,  never  before  have 
the  *ame  tactic*  been  applied. 

Thirteen  year*  ago  when  the  la*t  ••(Tort  wan  mad*  to  fol»t 
such  a  scheme  upon  thr  country  a  great  majority  of  the  news- 

Cper*  were  opposed  to  It.  Tho*e  who  favor  a  *hlp  subsidy  now 
ve  seen  to  It  that  no  *uch  condition  »hall  Interfere  with  the 
present  bill.  Therefore,  they  had  the  h- ad  of  the  biggest  adv-r- 
tiling  agency  In  thr  United  States  plarrd  at  the  head  of  the 
Shipping  lioard.  Through  thl*  advertising  agency  the  chairman 
of  the  Shipping  Board  nan  free  entry  Into  every  newspaper  of 
the  country. 

It  ha*  proved  a  mo*t  remarkable  combination  and  thr  *hip 
•ub*ldy  bill  I*  now  for  *ale  to  the  people  of  th.-  t'nlt-d  States. 
It*  glorle*  are  set  forth  In  mom  brilliant  language.  Mr.  A.  I' 
Laaker.  chairman  of  thr  Shipping  Board,  who  wa*  (elected  to 
make  thr  *ale,  I*  conducting  a  widespread  campaign  to  •••cure 
the  Irglilatlon. 

No  sooner  had  the  bill  <fl.  1217)  brrn  Introduced  Into  <'..n- 
gress  on  February  21.  than  the  seamen  discovered  the  mrnacr 

••ni  In  It*  provisions.  It  would  r>  i/.-al  that  section  of  th>> 
seaman's  act.  which  guarant.-.  il  th"  right  of  seaman  to  leave  ship 
In  safe  harbor  It  also  provides  for  a  merchant  marine  naval 
reserve,  which  the  seamen  denounced  a*  a  proposed  strike-break  - 
Ing  agency.  A*  a  bait  for  the  seamen  to  become  m>-mbcrs  of  thl* 
merchant  marine  naval  reserve  they  are  to  be  given  a  retain,  r 
of  a  month's  wages.  So  many  protects  about  these  two  clause* 
were  made  that  Chairman  Ijiolo  r  promised  to  eliminate  them.  II.- 

•  nded,  however,  that  If  this  were  done  the  seamen  should 
support  the  bill.  This,  however,  they  refused  to  do. 

Two  conference*  were  held  between  representatives  of  the 
A.  F.  of  L.  and  Chairman  Lask  which  the  latter  sub- 

mitted the  same  plan  to  secure  the  cooperation  of  labor  In  support 

Of    thr    bill. 

Chairman  Lasker  also  used  another  argument  to  secure  the 
•  rt  of  labor.  Thl*  was  that  a*  soon  a*  the  ship  subsidy 
bill  should  have  been  passed,  thousands  of  mrn  now  Idle  In  the 
ship  yard*  would  be  given  employment.  At  the  same  time.  he 
said  that  the  ship*  owned  by  the  Shipping  Board  were  "Junk" 
and  ought  to  be  sunk  In  the  sea. 

•  ••  are  a  number  of  other  dangerous  provision*  In  the  bill 

which  affect  every  taxpayer  In  the  United  States.     It   Is   proposed 

vale    shipowners    ship*   that    cost    from    1201)    to    $260 

a    t'.n    to    build    for  anything  that   can   be   obtained.      These   vessels 

may   be  sold   for  IJ'i  a  ton   or  less      The   purchasers  can    then   bor- 

Shu.t'in.  two-third*    of   the    purchase    price* 

•  ml    <  ,:T     ,.r-    tr,    i  m  in' •  F  • : /«    them  at   S  per  cent    Interest,   all   to  be 

payable   within    fifteen    years.      During  this   period   the    purchaser* 

can   operate  the   vessel      They   will   depreciate  a*   much   a*   71   per 


cent.  At  the  end  of  fifteen  years  purchasers  can  tie  them  up  at 
some  dock  and  say  to  the  Shipping  Board:  "You  can  keep  them 
for  what  we  owe  you." 

The  executive  council  desires  to  call  attention  of  the  conven- 
tion to  the  proceedings  of  the  1899  convention  of  the  A.  F.  of  L., 
which  by  a  practically  unanimous  vote  condemned  ship  subsidies. 
Only  one  vote  was  cast  in  favor  of  the  ship  subsidy.  This  result 
came  after  a  most  persistent  agitation  by  a  lobby  well-condi- 
tioned with  arguments  and  funds  which  were  used  in  an  endeavor 
to  secure  the  approval  of  the  measure. 

"Despite  all  predictions  to  the  contrary,"  the  council  said, 
discussing  the  transportation  act,  "this  law  has  proven  a  failure 
and  has  been  the  cause  of  more  unrest,  disturbance  and  dissat- 
isfaction than  have  ever  been  experienced  by  either  railroad 
workers  or  the  users  of  our  transportation  system. 

"This  fact  is  recognized  alike  by  the  railroad  owners,  man- 
agers, and  security  holders  who  constantly  find  cause  for  com- 
plaint. Of  course,  the  grievances  of  the  railroads  are  centered 
solely  on  the  effort  to  maintain  high  transportation  charges,  to 
reduce  the  wages  of  the  railroad  workers  and  to  use  our  rail- 
road system  as  a  means  of  exploitation  of  dividends  and  profits." 

The  charges  of  Mr.  Lauck  that  the  railroads  are  dominated 
by  a  group  of  New  York  banks  are  reproduced  in  the  report, 
and  reference  also  was  made  to  the  railroad  contracts  for  work 
in  outside  shops. 

As*  to  the  Railroad  Labor  Board,  the  council  said: 

A  review  of  the  decisions  of  the  Railroad  Labor  Board  for  the 
past  year  confirms  the  conviction  expressed  a  year  ago  that  its 
operation  show*  nothing  of  a  constructive  statesmanship  and  that 
Its  decisions  are  not  In  the  direction  of  justice,  uniformity  and 
economy.  However  we  may  characterlxe  the  decisions,  the  Im- 
portant fact  emphasized  I*  that  the  decisions  of  the  Railroad 
Labor  Board  have  given  satisfaction  neither  to  the  workers  nor 
to  management  and  have  tended  toward  a  more  general  demorali- 
sation of  the  morale  of  the  mechanical  forces  upon  whom  the 
successful  operation  of  the  railroads  depend.  Indeed,  it  is  In- 
conceivable that  there  could  be  designed  a  court  or  tribunal 
which  would  bring  to  all  concerned  that  same  degree  of  satis- 
faction that  arises  out  of  collective  agreements,  mutually 
tered  Into.  The  Ksch-C'ummln*  law,  through  the  Railroad  Labor 
Board,  has  practically  destroyed  the  conception  of  voluntary 
agreement*  between  employers  and  worker*  and  the  subject  of 
compensation  for  service*  rendered  has  become  a  constant  source 
of  litigation  and  Irritation. 

How  to  meet  this  vicious  circle  of  control  and  how  to  estab- 
lish the  principle*  of  democracy  In  the  labor  relationship  on  our 
transportation  systems  Is  the  direct  problem  of  the  railroad 
workers.  Indirectly  the  solution  of  tUs  problem  affect*  every 
other  group  of  worker*.  The  mine  worker*  are  now  engaged  In 
a  death  struggle  against  this  same  powerful  combine  and  th.- 
weapon  used  by  those  workers  Is  the  economic  power  with  which 
they  are  endowed,  their  freedom  to  cease  mining  coal  and  thereby 
to  compel  these  financial  Interest*  to  deal  fairly  with  them. 
1  rid.  r  the  K»ch-Cummlns  law  It  Is  Intended  to  deny  the  railroad 
workers  this  natural  and  economic  power  with  which  nature 
ha*  endowed  them  and  by  arbitrary  legislation  to  enslave  them 
to  the  properties  of  the  railroad*  a*  effectively  a*  were  the 
worker*  enslaved  to  the  land  under  the  old  feudal  system. 

It  I*  of  Immediate  Importance  that  the  right*  of  the  railroad 
workers  to  cea»e  work  whenever  the  pressure  becomes  too  great 
and  whenever  they  deem  themselves  justified  in  so  doing,  must  be 
fully  protected.  It  I*  well  enough  to  urge  the  need  of  continued 
transportation  facilities  In  the  Interests  of  the  general  public  but  It 
can  not  be  In  the  Interest  of  the  general  public  to  continue  fur- 
ther and  further  the  enslavement  of  free  workers  under  the 
devious  methods  employed  by  the  railroads,  to  earn  dlvld 
and  profit*  for  a  few  at  the  sacrifice  of  the  very  existence  of  <l,. 
railroad  workers. 


REVISED  SHIP  SUBSIDY  BILL 

Tkt  Trafc   World   Washington  Btirrau 

A  statement,  outlining  the  changes  made  In  the  subsidy  bill 
by  Jhe  subcommittee  which  redrafted  It,  was  Issued,  late  June 
~^H*y  Representative  Edmonds,  of  Pennsylvania,  member  of  the 
HOUR*  committee  on  merchant  marine  and  fisheries.  The  re- 
vised bill  was  Introduced  in  the  House,  June  14.  and  the  House 
committee  took  It  up  June  IS.  The  program  of  the  Republican 
leaders  called  for  the  bill  being  reported  to  the  House  late  in 
the  week  or  early  In  the  week  of  June  19. 

An  eleventh-hour  change  resulted  In  the  bill  containing  a 
revised  draft  of  the  Immigration  section  giving  American  ves- 
sels a  share  of  the  Immigrant  traffic.  It  had  been  decided  earlier 
to  draft  a  separate  measure  to  cover  that  phase  of  Indirect  aid. 

Section  28  of  the  Jones'  act  would  be  modified  by  the  revised 
bill  to  permit  the  I.  C.  C.  and  the  Shipping  Board  to  suspend 
the  nection  as  to  any  port  If  it  should  be  held  to  be  Injurious 
if  applied  thereto. 

Representative  Davis,  of  Tennessee,  made  an  attack  on  the 
Mil  in  the  House.  He  said: 

If  the  pending  bill  becomes  a  law  and  the  different  provisions  are 
put  Into  efr..t.  It  Is  a  conservative  estimate  to  state  that  It  will  cost 
I  he  American  people  J75. 000.000  per  year,  not  taking  Into  consideration 
Die  Indirect  aids  to  the  shipping  Interests  which  are  not  susceptible 
of  calculation.  And  yet  the  shipping  Interests  are  not  satisfied  and  say 
that  these  subsidies  are  not  large  enough  and  will  have  to  be  either 
Increased  now  or  later  In  order  for  them  to  be  nl.|e  to  successfully 
compete  with  foreign  ships.  Some  of  them  say  the  subsidies  should 
be  doubled,  snd  one  leading  ship  o|..  i  itor  stated  that  they  should  he 
lit  least  trebled.  Some  of  them  stnt.-d  that  the  contract  periods  should 
!.••  Increased  to  fifteen  years  and  some  to  twenty  yenrs.  One  ship 
operator  stated  that  It  would  probably  take  fifty  yenrs  to  establish  an 

-lican  merchant  marine.  Another  proponent  of  the  bill  testified 
that  he  thinks  the  chances  are  that  "this  bill  be  a  subsidy  In  per- 
petui: 

Consequently    no    m.mU-r    should    support    this    bill    under    the 
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lins  aw  t\    anil  paying  the  recipients  over  half  a  billu 
i-tt  i  them  for  the  next  ten  years,  not  to  speak  of  the  f; 
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in  the  new  bill.     It  is  .-„__-_ 
any   owner's    tonnage   must    be    American 
under    the   laws    of   the    United    States.      This 
and  such  concerns  are  closely  described. 


Covers  affiliated  concerns  and  such  concerns  are  XmherT  to  increase 

The  board  has  the  power,  upon  vote  of  five  members,  t< 
n-  rtlcrease  the  compensation  when   it  is  found  advisable  by  the  cir. 


by    the    causes 
circumstances 


The  statement  by.  Representative  Edmonds  follows : 

I  am  naturally  proud  of  the  work  of  my  sub-committee.     This  bill, 
•ther  v.    h   the   shipping  bill.   1916.   and   the  merchant   marine   act, 
wMl   make  a  record  of  constructive   legislation   upon  a  compara- 


together 

will   make 


purchale  ^"service"  wiYh  "no   enhancement    in    value 

necessitating    the    taking,    the    owner    shall    under    no 

?eceTve  consequential  damages  arising  out  o  /»cfh  .^'"f  °er,  ussehal,   be 

Repairs,    unless    necessary    for    the    safety   of   the    vessel,    snail 
made  in  the  United  States  or  its  territories,  including  the  Canal  Zone, 
?he   exception  in  this  section  applies  to  feeder  vessels,  which  do  not 
travel  between  United  States  ports.  f 

The  carriage  of  the  1st    2d  and  3d  class  mails  is  provided  tor,  ti 
Postofflce    Department    still    making    the    contract    directly    with    the 
vessels  for  the  carriage   of  the  parcels  post.     No  change  ^s  made  in 


and  coll 
cent  of 

tin-    Am.-ri 

tTc<ularCaidbtc.  Kivc"and"partic'u'la'r  performance"  to.  bring  Into  action. 

As  n  wholl  it  is  like  a  house  of  stone,  and  while  made  up  of  m..... 
blocks  Joined  together  by  proper  cement,  the  completed  structure  will 
give  the  reauired  result.  The  bill  as  compared  with  the  bill  introduced 
Kehiu.-u-v  28.  contains  the  following  important  changes: 

The  section  in  regard  to  the  sale  of  the  vessels  has  been  amended 

'  "public  or  private  competitive  sale;"  also  interest  on  unpaid  pur- 
chase price  has  been  Increased  to  4  per  cent  from  2  per  cent. 

Also  the  following  has  been  added: 

"The  payments  of  principal  shall  be  so  arranged  that  the  amounts 
due  or  paid  under  the  contract  of  sale  as  principal  up  to  any  moment 
of  time  shall  be  sufficient  to  cover  depreciation  of  the  vessel  up  to 

'C  New  lection  2  provides  that  in  selling  the  vessels  the  board  should 
bo  careful  to  encourage  present  lines,  particularly  those  operated  by 
residents  of  particular  communities,  so  that  they  may  arrange  to  pur- 
chase the  ships.  It  further  prohibits  the  board  from  selling  such 
vessels  to  persons  outside  of  the  domestic  communities  for  a  period  of 
two  years  so  as  to  give  them  every  opportunity  to  consummate  their 
purchase.  Monopoly  of  ships  or  ports  is  declared  against  the  policy  or 

There  has  been  virtually  no  change  in  the  construction  fund  ex- 
cepting that  it  has  been  made  explicit  that  this  is  a  revolving  fund, 
the  amount  remains  at  $125,000.000  and  the  interest  not  less  than  2 
p.-r  cent.  The  taxation  features  in  the  new  bill  remain  virtually  the 
same  the  construction  tax  deductions  are  the  same  as  in  the  Mer- 
chant Marine  Act,  1920.  Only  the  administrative  features  have  been 
made  more  explicit,  so  that  there  can  be  no  question  of  doubt  of  their 
operating  successfully. 

Th,-  depreciation  feature  of  the  taxation  provision  of  the  bill  has 
been  explicitly  stated  so  that  the  depreciation  arising  out  of  war 
.•oiiilltioiis  can  be  spread  over  five  years.  This  will  assist  in  helping 
out  the  extraordinary  losses  In  shipping  property. 

Til,'  section  containing  the  5  per  cent  deduction  for  shippers  on 
freight  paid  in  Am. -liean  vessels,  and  applicable  to  their  income  taxes, 
i,  mains  in  the  bill,  the  provisions  being  fully  written  out  in  the  bill. 
Tin-  doubling  of  the  tonnage  taxes  as  provided  in  the  bill  are  retained 
in  tli.  new  bill,  excepting  that  they  are  not  doubled  upon  power 
vessel*  of  under  1,500  tons,  or  sailing  of  under  1,000  tons.  It  being 
conteinle,l  that  these  vessels  being  not  subject  to  compensation  should 
not  have  the  extra  tonnage  tax  to  pay. 

Owing  to  treaty  obligations  there  has  been  a  new  immigration 
lection  |.l:iei-d  In  the  bill.  It  reads  as  follows: 

i .  As  nearly  as  practicable  one-half  of  the  total  number 
of  Immigrants,  admitted  to  the  I'nited  States  in  any  fiscal  year,  shall 
be  i  'I  in  vessels  registered  or  enrolled  and  licensed  under  the 

IHWK  of  the   Inil,  ,1  States. 

:;il2.  Tha  Commissioner-General  of  Immigration,  with  the 
approval  of  the  Secretary  of  Labor,  shall  make  regulations  necessary 
for  tin-  enf"i<-eni,-nt  of  Section  301.  All  such  regulations,  in  so  far  as 
they  relate  to  the  iidiiiiiilNtriition  of  such  section  by  diplomatic  or 
'  •  is  of  the  I'nited  States,  shall  be  subject  to  the  approval 
of  the  Siei.-taiy  of  State. 

"Sec.  303.  Section  301  shall  not  take  effect  as  to  Immigrants 
liunspoMed  in  u  vessel  documented  under  the  laws  of.  any  foreign 
enimtry  until  a  time  fixed  by  proclamation  of  the  President.  The 
I'tesi.ient  Is  authorized  and  directed,  whenever  in  his  opinion  the 
visions  of  this  title  or  of  regulations  made  thereunder,  are  or  may 
IK-  In  conflict  with  treaties  or  conventions  with  a  foreign  country,  to 
take  sui  h  steps  as  may.  in  his  opinion,  be  necessary  to  remove  such 
tlli-t.  Whenever,  In  his  opinion,  no  such  conflict  exists  in  the  case 
,»f  any  Country  he  shall  so  proclaim,  and  the  provisions  of  this  title 
and  regulations  m:»i,  th.  i, -under  shall  take  effect  in  the  case  of 
Immigrants  transported  in  vessels  documented  under  the  laws  of  such 
country  at  the  time  specified  In  his  proclamation  therefor. 

304.  The  term  Tnlted  States'  as  used  In  this  title  In  a 
geopgrnphical  sense  means  the  several  stales,  the  territories  of  Alaska 
and  Hawaii,  tin-  Diwtriet  of  Columbia.  Porto  Rica  and  the  Virgin 
Islands." 

Of    course,    as    understood,    the    nnval    reserve    section    has    been 
dropped  In   the  new  bill. 

Then-  has  been  no  change  in   the  sources  of  the  fund   for  compen- 
sation.    1.   All  tonnage  taxes  and  light  money.     2.  Ten  per  cent  of  the 


receiving  compensation  from  that  fund. 

When  a  vessel  receiving  compensation  is  sold,  its  contract  for  the 
same  is  closed  unless  a  new  contract  is  made  by  the  purchaser,  witl 
the   exception   that   the   purchaser   must   purchase   the   vessel 
to    the    right    of    the    United    Slates    to    take    or    use    such    vessel    in 
emergency  for  the  full  term  of  the  contract. 

The  limitation  of  compensation  is  entered  into  fully  in  the  new 
bill  and  every  endeavor  has  been  made  to  protect  the  government 
from  the  many  complications  which  arise  from  the  many  and  various 
business  situations  that  arise  from  the  ramifications  to  be  found  in  the 
shipping  business. 

The  use  of  the  army  and  navy  transports  necessary  to  build  up 
the  overseas  shipping  is  continued  in  this  bill  as  in  the  original  bill, 
as  is  also  the  requirement  that  government  officials  use  American 
ships  whenever  possible. 

It  is  endeavored  in  the  bill  to  bring  about  an  understanding  be- 
tween the  Interstate  Commerce  Commission  and  the  Shipping  Board 
by  arranging  for  a  joint  committee  to  clarify  the  situation  in  regard 
to  through  freight,  so  that  something  approaching  the  correlation 
between  rail  and  water  carriers  in  foreign  coutnries  can  be  covered 
in  this  country  by  our  connecting  rail  and  water  lines. 

The  bill  also  clarifies  the  Interstate  Commerce  Act  by  describing 
under  what  conditions  a  railroad  can  become  interested  in  vessels. 

It  also  arranges  to  enlarge  the  powers  given  the  board  by  the 
shipping  act  of  1916  in  Sec.  15  so  that  a  thorough  record  of  agreements 
between  shipping  companies,  or  between  shipping  companies  and  other 
carriers  shall  be  subject  to  the  approval  of  the  board;  this  covers  all 
common  carriers  by  water  and  includes  the  coastwise  business.  This 
section  is  subject  to  a  heavy  penalty  for  violation. 

In  order  to  make  Sec.  28  of  the  merchant  marine  act.  1920.  opera- 
tive, the  bill  has  clarified  the  section,  and  it  is  believed  that  all  delay 
in  placing  this  section  in  operation  should  now  be  eliminated.  As  this 
gives  preferential  railroad  rates  to  American  vessels  it  will  go  a 
long  way  in  assisting  in  securing  cargo  both  of  imports  and  exports 
for  our  ships. 

It  is  provided  in  the  amendment  to  Sec.  28  that  the  Shipping  Board 
and  the  Interstate  Commerce  Commission  have  the  power  jointly  to 
suspend  the  application  of  the  provisions  of  this  section  when  in  their 
judgment  it  would  operate  to  the  prejudice  of  any  particular  port. 

Rail    and    Water   Transportation 

The  text  of  the  sections  of  the  ship  subsidy  bill  as  intro-\\ 
duced  in  the  House  June  14  with  relation  to  rail  and  water  trans-  ]\ 
portation  follow: 

Title    VI. — Provisions    Relating   to    Railroad    Water 

Transportation. 

DEFINITIONS 

Sec.  601.  As  used  in  this  title  the  term  "commission"  means 
the  Interstate  Commerce  Commission. 

INTERRELATIONS  OF   RAIL  AND  WATER  TRAFFIC. 

Sec.  602.  It  is  hereby  declared  to  be  the  polity  of  Congress 
to  promote,  encourage,  and  develop  water  transportation,  service, 
and  facilities  in  connection  with  the  commerce  of  the  United 
States,  and  to  foster  and  preserve  in  full  vigor  both  rail  and 
water  transportation,  and  the  board  and  the  commission  are 
hereby  severally  authorized,  empowered,  and  directed  to  cooperate 
to  that  end. 

(b)  The    board     and     the     commission     are    authorized    and 
directed  to  create  a  Joint  board,   selected  from  among  their  mem- 
bers,   officers,    and    employees,    to    study   the    conditions    and    inter- 
relations of  rail  and  water  traffic,  and  the  principles  and  methods 
essential  to  accomplishing  the  policy  declared  in  subdivision  (a). 

(c)  The    Joint    board    shall    appoint    a    secretary    who    shall   . 
keep  minutes   of   its   meetings,   which   minutes   shall   be   furnished 
to  the   members  of  the  board   and   of   the  commission.     The   joint 
board   shall   hold   regular  semimonthly  and   such   additional  meet- 
Ings  as  may  be  necessary  to  transact  properly  its  business. 

(d)  The    joint    board    shall    formulate    and    make    such    rec- 
ommendations to  the  board  and  the  commission,   not  inconsistent 
with  law,  pertaining  to  the  interrelations  of  rail  and  water  traffic, 
as   it   deems   necessary   to   accomplish   the   policy   declared   in   sub- 
division   (a).     The  board   shall   make  effective,   by   such   means  as 
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are  granted  It  by  law.  any  such  recommendation  upon  any 
matter  within  Its  Jurisdiction,  if  such  recommendation  is  approved 
by  the  board.  The  commission  shall  have  a  like  duty  as  to 
any  such  recommendation  upon  any  matter  within  Its  jurisdiction, 
(c)  None  of  the  provisions  of  this  section  shall  be  con- 
strued to  affect  the  power  or  jurisdiction  of  the  commission,  or 
to  confer  upon  the  board  concurrent  power  or  jurisdiction  over 
any  matter  within  the  power  or  jurisdiction  of  the  commission. 

KXPORT  BILLS  OF  LADING. 

Sec.  (01.  Paragraph  (4)  of  section  25  of  the  Interstate  Com- 
merce Act,  as  amended.  I*  amended  by  adding  at  tne  end  therof 
a  new  sentence  to  read  as  follows:  "In  making  rule*  and  regu- 
lation* prescribing  the  form  of  such  through  bills  of  ladlnc.  the 
commission  shall  adopt  a*  the  portion  thereof  governing  the 
carriage  of  good*  by  water  In  foreign  commerce  such  form  a* 
may  be  certified  to  the  commission  by  the  United  States  Shipping 
Board  for  such  purpose." 

RAIL-OWNED  WATKR  LINES. 

Sec.  (04.  Paragraph  (»)  of  section  6  of  the  Interstate  Com- 
merce Act.  as  amended.  Is  amended  by  striking  out  the  period 
at  the  end  thereof  and  Inserting  In  lieu  thereof  a  colon  and  the 
following:  "Provided,  that  the  foregoing  provisions  of  this 
paragraph  shall  not  apply  In  any  case  where  such  common  carrier 
by  water  or  such  vessel  I*  engaged  exclusively  (a)  In  trade 

•  r    than    with    foreign    contiguous    terlrtory)    not    Included    In 

•  oast  wise  trade,   or   (b)   In   trade  between  port*  In  the  United 
States  and    ports   In    the    Philippine   Islands." 

AGREEMENTS  BETWEEN  '  AFFECTING  WATER 

Tit  AX.-. 

Sec.  (OS.  Section  IS  of  the  Shipping  Act.  Itlt,  I*  amended 
to  read  as  follow*: 

"Sec.  IS  (a)  That  every  common  carrier  by  water,  or  other 
person  subject  to  this  Act.  shall  file  Immediately  with  the  board 
a  true  copy,  or.  If  oral,  a  true  and  complete  memorandum,  of 
every  agreement  with  another  such  earn.  r  person  sub- 

to  the  Act.  or  modification  of  cancellation  thereof,  to  which 
It  may  be  a  party  or  conform  In  whole  or  In  part,  fixing  or 
regulating  transportation  rate*  or  fares;  iflvlng  or  receiving 
special  rates,  accommodations,  or  other  special  privilege*  or  ad- 
vantages: controlling,  regulating,  preventing,  or  destroying  • 
petition:  pooling  or  apportioning  earnings,  losses,  or  traffic,  allot- 
ting ports  or  restricting  or  oth<  :  .latlng  the  number  and 
character  of  sailing*  Between  ports;  limiting  or  regulating  In 
any  way  the  volume  or  character  of  freight  or  passenger  traffic 
to  be  carried:  providing  warehousing,  docking,  or  other  terminal 
facilities,  providing  that  the  one  carrier  shall  act  In  any  manner 
a*  agent  or  repre»entatlve  of  the  other  carrier:  or  In  any  manner 
an  exclusive,  preferential,  or  cooperative  working 

••lent. 

"(b)  Every  common  carrier  by  water  shall  file  Immediately 
with  the  board  a  true  copy.  or.  If  oral,  a  true  and  complete 
memorandum,  of  every  agreement  with  a  common  carrier  by 
railroad  subject  to  the  provisions  of  the  Interstate  <'..mn 
a*  amended,  or  modification  or  cancellation  thereof,  to  which 
It  may  be  a  pan--  •  rn  In  whole  or  In  part,  relating  to 

the  Interchange  of  freight  or  pas*enger*.  or  the  making  of  joint 
or  through  rate*,  or  providing  warehousing,  docking,  or  other 
terminal  facilities,  or  providing  that  the  one  carrier  shall  act  In 
any  manner  a*  agent  or  representative  of  the  other  carrier,  or 
In  any  manner  providing  for  a  cooperative  working  arrangement 
between  the  two  carriers.  In  all  such  ca*es  the  common  carrier 
by  railroad  shall  also  have  a  like  duty.  The  provlson*  of  this 
subdivision  shall  apply  only  to  agreements  relating  to  passenger* 
or  property  transported  or  to  be  transported  to  or  from  a  foreign 
country  or  the  Philippine  Island*  from  or  to  a  port  or  other 
place  In  the  Cnlted  States. 

The  term  •agreement'  a*  used  In  this  section  Includes 
understanding*,  conferences,  and  other  arrangements. 

"(d)  The  board  may  by  order  disapprove,  cancel,  or  modify 
any  agreement,  or  any  modification  for  cancellation  thereof, 
whether  or  not  previously  approved  by  It.  that  It  finds  to  h« 
unjustly,  discriminatory  or  unfair  as  between  carriers,  shippers, 
exporters,  or  ports,  or  between  exporters  from  the  Fnlted  States 
and  their  foreign  competitor*,  or  to  operate  to  the  det rimer- 
th*  commerce  of  the  United  State*,  or  to  be  In  violation  of  law. 
or  to*  be  otherwise  deterlmental  to  (he  Interest  and  welfare  of 
the  United  States,  and  shall  approve  all  other  agreements,  modifi- 
cation*, or  cancellations. 

Agreements   existing   at   the    time   of   the   enactment    of 
the   Merchant   Marine  Act.   1»Z7.   shall   be   lawful  until   disapproved 
by  the   board.      It   shall   be  unlawful   to  carry  out   any   agreeJBULa 
or   any    portion    thereof,    disapproved    by   the   board. 

All  agreements,  modification*,  or  cancellations,  mad* 
after  the  enactment  of  the  Merchant  Marine  Act.  1!>22.  shall  b« 
lawful  only  when  as  long  as  approved  by  the  board,  and  before 
approval  or  after  disapproval  It  shall  be  unlawful  to  carry  out 
In  whole  or  In  part,  directly  or  Indirectly,  any  such  agreement, 
modification,  or  cancellation. 

"(g)  Every  agreement,  modification,  or  cancellation,  lawful 
under  this  section,  shall  be  excepted  from  the  provision*  of  the 
Act  entitled  'An  Act  to  protect  trade  and  commerce  against  un- 
lawful restraints  and  monopolies.'  approved  July  2.  1SSO.  and 
amendments  thereof  and  Acts  supplementary  thereto  and  the 

!«lon*  of  sections  71  to  77.  both  Inclusive,  of  the  Act  entitled 
'An  Act  to  reduce  taxation  le  revenue  for  the  Govern- 

ment, and  for  other  purposes.'  approved  August  27.  US 4.  and 
amendment*  thereof  and  Acts  supplementary  th' 

ite.   any   provision   of   this   section   shall   be 

liable  to  a  penalty  of  ll.ooo  f..r  each  day  such  violation  continues, 
to  b*  r»-.  -d  States  In  a  civil  act  i 

to*  Paragraph  (d)  of  paragraph  (13)  of  section  (  of 
the  Interstate  Commerce  Act.  a*  amended.  Is  amended  to  read 
as  follows: 

"(d)  If  any  carrier  hy  railroad  subject  to  thl*  Act  enters 
Into  arrangements  lawful  •  '.  of  the  Shipping  Act. 

1»1«.  as  amended,  with  any  carrier  by  water  operating  from  a 
port  In  the  Fnlted  Hta-  mtry.  for  the  handling 

'irouith  buslnes*  between  Interior  points  of  the  t'nited  States 
and  *iirh  forelsrn  country,  the  commission  may  require  such 
carrier  by  rallr..«  '  Into  similar  arrangements  with  any 

or  all  other  carriers  hy  water  operating  from  such  port  to  the 
same  foreign  country,  but  such  arrangements  shall  be  subject  tn 

provisions  of  section  IS  of  the  Shipping  Act,  ltl(,  as  amended." 

N'T  <>K   I'ltMl-oRTiONAL  KATES. 

Sec.  (07.  Section  Zl  of  the  Merchant  Marine  Act.  1920.  I* 
•  mended  to  read  as  follows: 

21.      (a)     That    no  common   carrier  shall  charge,   c- 
-^celve.   for  transportation   subject  to  the   Interstate  Comm 
Act.  as  amended,  of  passengers  or  property,  under  any  Joint  rate. 


fare,  or  charge,  or  under  any  export.  Import,  or  other  proportional 
rate,  fare,  or  charge,  which  is  based  In  whole  or  in  part  on  the 
fact  that  the  passengers  or  property  affected  thereby  are  to  be 
transported  to.  or  have  been  transported  from,  any  port  in  a 
possession  of  dependency  of  the  United  States,  or  in  a  f  on  inn 
country,  by  a  carrier  by  water  in  foreign  commerce,  any  lower 
rate  fare,  or  charge  than  that  charged,  collected,  or  received  by 
it  for  the  transportation  of  passengers,  or  of  a  like  kind  of 
property  for  the  same  distance.  In  the  same  direction,  and  over  tin- 
same  route,  in  connection  with  commerce  wholly  within  the 
I'nlted  States,  unless  the  vessel  so  transporting  such  passe n- 
or  property  is,  or  unless  it  was  at  the  time  of  such  transpor- 
tation by  water,  documented  under  the  laws  of  the  United  States. 

"(b)  Whenever  the  board  is  of  the  opinion,  however,  that 
adequate  shipping  facilities  to  or  from  any  port  In  a  possession 
or  dependency  of  the  United  States  or  a  foreign  country  are 
not  afforded  by  vessels  so  documented,  It  shall  certify  this  fact 
to  the  Interstate  Commerce  Commission,  and  the  commission  shall. 
by  order,  suspend  temporarily  the  operation  of  the  provisions  of 
this  section  with  respect  to  the  rates,  fares,  and  charges  for  th.- 
transportation  by  rail  of  passengers  and  property  transported 
from,  or  to  be  transported  to  such  ports. 

"(c)  Such  suspension  of  operation  of  the  provisions  of  this 
section  shall  be  terminated  upon  30  days'  notice,  given  In  accord- 
ance with  the  requirements  of  section  6  of  the  Interstate  Com- 
merce Act.  as  amended,  by  order  of  the  commission  whenever  the 
board  Is  of  the  opinion  that  adequate  shipping  facilities  by  such 
vessels  to  or  from  such  port*  are  afforded  and  so  certifies  to  the 
commission. 

"(d)  Whenever  the  board  and  the  commission  are  both  of 
opinion  and  certify,  that  putting  Into  effect  or  keeping  In  effect 
the  provisions  of  this  section  will  result  In  materially  changing 
tin-  channels  of  transportation  within  the  United  States,  or  In 
unduly  congesting  one  or  more  of  the  ports  of  the  United  States, 
the  commission  shall,  by  order,  suspend  the  operation  of  said 
provisions  until  such  time  as  It  and  the  board  reach  a  contrary 
conclusion  In  the  premises,  whereupon  such  suspension  shall,  hy 
order,  be  terminated  by  the  commission  upon  30  days'  notice  as 
hereinbefore  provided  for  the  termination  of  other  suspension." 

DAMAGES  FOR  DELAY  OF  CARGO 

Tkt  Trafc   World   Washington  Burton 

A  verdict  awarding  damages  of  $3.915  to  A.  D.  Sheldon  & 
•f  San  Francisco  and  against  the  Kiuergency  Fleet  Corpora- 
tion because  of  delay  of  a  cargo  of  barley  shipped  in  a  Shipping 
Board  vessel  In  1919  has  been  rendered  by  tht>  Supreme  Court 
of  the  District  of  Columbia.  The  main  point  at  issue  In  i  In- 
case was  whether  or  not  the  shipper  could  recover  damages 
because  of  a  drop  in  the  rate  of  exchange  in  the  period  tin- 
delay  occurred. 

The  cargo  was  to  hare  been  loaded  and  shipped  to  a  Unit'  <\ 
Kingdom  port  June  20,  1919,  but.  owing  to  the  delay.  It  did  not 
move  until  Scptrmber  23  of  that  yt-ar.  In  the  meantime  there 
was  a  decline  of  16  cents  a  pound  sterling  In  the  rate  of  ex- 
change. 

The  KIIC  Corporation  will  appeal  the  case  to 

the  District  Court  of  Appeals  of  the  District  of  Columbia,  and 
If  It  loses  there,  it  will  appeal  to  the  Supreme  Court  of  the 
I'nlted  States,  according  to  counsel  for  the  board. 

If  the  derision  of  the  lower  court  Is  finally  sustained,  the 
Shipping  Hoard  will  have  to  pay  out  considerable  sums  in  dam- 
age* because  a  number  of  claims  similar  to  that  filed  by  the 
ion  company  are  pending. 


CONFERENCE  RATE  REDUCTIONS 

Tkt  Trafc  World   Washington  Bureau 

Shipping  Board  traffic  officials  see  no  "rate  war"  In  the 
North  Atlantic  trade  routes  to  continental  Europe  and  the 
I'nlted  Kingdom  as  the  result  of  the  Reardon-Smlth  Lines 
(British)  cutting  the  North  Atlantic  Continental  Conference 
rates.  They  assert  It  is  simply  a  case  of  the  conference  lines 
retting  tired  of  the  non-conference  line  getting  business  at  the 
lower  rate*  and  that  therefore  the  conference  lines  decided  to 
establish  open  rates  on  about  25  commodities. 

Traffic  manager  Keene,  of  the  Emergency  Fleet  Corporation, 
was  asked  for  a  list  of  the  commodities  affected  but  he  said  the 
board  was  not  allowed  to  make  the  list  public  because  it  was 
under  a  conference  obligation  to  keep  the  list  secret 

The  following  official  statement  on  the  situation  was  Issued 
by  the  board: 

No   rate   w«r   I*   contemplated   as   the   result    of   the   competition   of 
the   Reunion-Smith    Line*     m.l.  j..  n.l.  nth    operating  British   flag  steam- 
er*, in  the  tr«,!  '  the  North  Atlnntle  r..ntinent.il  Frelthl   C 
feren                      line    to    the    views    of    Fnlted     States    Shipping    Board 
officials. 

At     the    hist    me.  ting    of    the    North     Atlnntle    Continent.-!!    Freight 

rencf  It  wns  ileeiileil  to  establish  open  rates  on  a  number  of  com- 

Thls    was    for   the    purpose    of    m.-.-tini:    the    competition    of 

I.in-Smlth     Lines,    operating    British     flag    steamers     (Fnlted 

i    Navigation   1'mnpnm's     \L-.  Mxl    which   line   Is   not   :i    member  of 

:md    has,    therefore,    not    observe.!    ei.. 

This   action   on   the   p.-ut   of   the   eonf. -tenec   In   no  sense   minus   the 

ntr  up  of  tin    I'ontment.-il  i '.  .n  f.  T  .  nee.  but  wns  simply  the  method 

I    upon    hv    the    HP  tubers    for    meeting    this   competition    nnd 

•^  In   this   i 

No   rate  war  Is   contemplated-   it   simply   lielng   the   case   of  compe- 
tition  between   conference   lines   nml   n    m.n-i -onfei.  n. -e    line. 
commodities  were  affected   In    the  nlmve  :i.tion. 

The    North    At  r.-lirht    Conference    Include*    the 

following:    Black  Diamond  S.S    •  '..rporatlon.  Cosmopolitan  Shipping 

'X    Line.   French   Line,    llnrrlss.    M  < 
*HI    A     Co       H       MI     \"  erlran    Line.    International    Mercnnti 

Kerr  8.S.   '  '.bach   S.S.   <  V.  .    Finn. -us.    Withy    A.-   Co      North 

German   Unvd.   K'.K.-IS  A    '  -il    Mi.il   St.-.-iin   I'a.-kct    <•,,.   Frilled 

•lean  Line*  Fnlted  States  Lines.  Canada  S.S.  Lines  and  Canadian 
Pacific  8. 8.,  Ltd. 
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The  BET  RAILWAY  I 


B.  R.  C*' 


announces  the  opening  of  a  modern,  thorc 

station   located   at   Clearing   and   solicit; 

Chicago  requiring  icing  in  transit,  w 


QBO.  J.  SHREEVB, 

General  Superintendent, 

47  W.  Polk  St.,  Chicago,  HI. 


FRANK  A.  SPINK. 

Traffic  Manager, 
47  W.  Polk  St.,  Chicago,  111. 


J.  S.  JENKS. 

General  Western  Agent, 

216  Pine  St..  San  Francisco,  Ca] 


W.  B.  WHEELER. 

General  Eastern  Agent, 

501  Park  Bldg.,  Pittsburgh,  Pa. 


A.  C.  BURGESS, 
Commercial  Agent, 
842  Met.  Life  Bldg. 
Minneapolis,  Minn. 


J.  W.  ABBLL, 

Commercial  Agent. 

47  W.  Polk  St. 

Chicago,  III. 


JUNCTIONS  WITH 
TRUNK  LINES 


Atchison,  Topeka  a 
•  nta  re  Railway. 


Sant 
Chesapeake   h   Ohio 

Railway. 
Chicago  &  Eastern  Illinois 

Railway. 
Chicago  is  Erie  Railroad. 


Burlington  &>  Quint?  Rail 


Chscaco,  Indianapolis  &  Louisville  Railway 
Grand  Trunk  Railway 


nUnola  Central  Railroad.    (South) 
Central  Railroad.    (West) 


MinneapoUa,  St.  Paul  Is  Sault  Ste.  Marie  Railway 
Pittsburfh.  Cincinnati.   Chicago  01  St.  Louis  Railroad 


Pittsburgh.   Ft.  Wayne  ti  Chicago  Railroad 
Wihash  Railwi 


CRAOIN: 

Chicago  k  North  Western  Railway. 
LeMOYNE: 

Chlesvo  Is  Alton  Railroad 
PULLMAN  JUNCTION: 

New  York.  Chicago  Is  St.  Louis  Railroad. 

Cleveland.  Cincinnati.  Chicago  <s  St.  Lou.i  Railway 

SOUTH  CHICAGO: 
Baltimore  b  Ohio  Railroad. 
Chicago.  Rock  Island  b  Pacific  Railway 
New  York  Central  Railroad. 
Pere  Marquette  Railway 

W.  TWINTY-SECOND  ST 

Chicago  Great  Western  Railroad. 
Chicago.  Milwaukee  (s  St.  Paul  Railway 


I     Icing  Station 

•     Freight  House 
X    Team  Tracks 


Note  the  number  of  Eastern  and  Western  lines  which  interchange  cars  via  Clearing,  also 
,    T  ther  roads  interchange  is  at  terminal  yards  where  trains  are  made  up 

:  prompt  rrovement   through  Chicago  and  the  best  of  service  show  on  your 
routing  instructions  "via  B.  R.  C." 


ICING  S 

Constuctio 
The  operatioi 

q 
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OMPANY  of  CHICAGO 


ily  equipped  and  up-to-the-minute  icing 
our   perishable    shipments    moving  via 
assurance  of  satisfactory  service. 


S J 


B*  R.  C. 


ION        RAILWAYS  ICE  COMPANY       Clearing 

equipment  is  modern  and  complete.     Manufacturing  capacity  300  tons  ice 

daily;  storage  capacity  2000  tons. 

knt  is  in  expert  hands  and  directly  under  supervision  of  B.  R.  C.     Quality  and 
jr  of  ice,  rs  well  as  efficient  and  satisfactory  service,  guaranteed. 


EASTBOUND  DEPARTURE  YARD        Clearing 

Into  this  yard,  located  immediately  east  of  icing  station,  the  cars  for  Eastbound  movement  are 
y  from  Icing  Station  and  shipments  for  C&O.  CfcEI.  Erie,  CI&L,  GT,  1C  (South), 
PCC&StL.  PFW&C  and  Wabash  are  handled  directly  from  this  yard  by  crews  of  these  roads.    Ship- 
ments for  other  Eastern  roads  are  handled  by  B.  R.  C.  to  junctions  as  shown  on  map  opposite. 
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SAN  FRANCISCO-MANILA  SERVICE 

The  Trafc  World   Washington  Bureau 

Withdrawal  of  the  8.  S.  President  Hayes  and  the  S.  S.  Presi- 
d.-ni  Harrison,  operated  by  the  Pacific  Mail  Steamship  Com- 
II.IHN  in  the  San  Francisco  and  Manila  service,  was  announced 
by  the  I'nite.l  Suites  Shipping  Board. 

In  a  statement  for  the  press,  J.  Barstow  Smull,  vice  presi- 
dent of  the  Kinergency  Fleet  Corporation,  in  charge  of  charters 
and  allocations,  said: 

i:iys  ago   the   Pacific   Mall   Steamship  Company   informed 

-   Shipping    Hoard   Emergency    Fleet  Corporation    that 

.it.-    from    San     Francisco    to    Hawaii.    Manila,    Hongkong    and 

r.'turn   wim   far  from   a   paying  proposition:    In   fact,    the   returns  were 

so  poor   nrnl    tin-    Immediate   prospect   showed    no    Improvement,    that 

••oininenilcii   tlie   S.S.   President   Hayes   and   the   S.S'.   President 

Harrison,   both   of  the  502   type  ships,   plying  on  the  above   route,   be 

withdinwii  temporarily  until  conditions  improved. 

The  hoard  considered  very  carefully  the  recommendations  of  the 
operators  of  the  boats,  and  directed  that  the  ships  be  laid  up  for  the 
mm-  N-inK  in  Sun  Francisco  harbor. 

Whrn   the   l«)«rd  first  considered  the  advisability  of  such  a  route 

for  two  ships  of  the  above  type.  It  had  in  contemplation  the  expected 

application   of  the  coastwise  laws  to  the  Philippine  trade,   as  well  as 

.ill  around  trade  conditions.     The  coastwise  laws  have  not  yet 

u. mled    to   the   Philippines,   and   that,   combined   with   the   de- 

ili  niand   for  both   freight  and   passenger   accommodations,   has 

t   mr.-ssary   to  lay  these  ships  up  for  the  time  being  in  order 

to  save  losses  on  each  round  voyage. 

At  the  present  time  the  Pacific  Mall  is  operating  the  President 
Wilson.  President  Cleveland  and  the  President  Lincoln,  all  of  the  535 
type  of  ship.  In  the  Oriental  trade,  touching  at  Manila  both  ways. 
This  fleet  will  be  augmented  very  shortly  by  the  President  Pierce  and 
the  President  Taft,  also  535  type.  The  original  plan  of  the  board  was 
for  a  fleet  of  five  of  these 'ships,  but  the  last  two  were  not  to  be 
ttirned  over  to  the  Paciflc  Mall  Steamship  Company  until  autumn, 
hut  by  a  rearrangement  of  plans  in  the  Trans-Atlantic  trade,  it  will 
r«  possible  to  turn  the  last  two  named  ships  over  to  them  In  August, 
consequently  the  withdrawal  of  the  President  Hayes  and  the  Presi- 
dent Harrison  will  not  affect  the  trade  of  the  Paciflc  Mail,  as  the 
bookings  of  freight  for  these  two  ships  are  being  transferred  to  the 
635  liners  now  In  service. 

The  laying  up  of  these  two  vessels  is  hut  a  temporary  expedient, 
nml  it  is  the  intention  of  the  board  to  put  them  back  in  the  route 
originally  laid  out  for  them  as  soon  as  trade  conditions  warrant  this 
procedure. 

HAGUE  RULES  IN  GREAT  BRITAIN 

As  the  result  of  the  opposition  of  the  British  Federation  of 
Traders'  Associations  to  The  Hague  Rules,  the  shipowners  have 
agreed  to  accept  certain  modifications  of  the  rules  and  to  join 
the  federation  in  presenting  the  compromise  form  to  Parliament 
as  a  basis  for  legislation  in  the  United  Kingdom. 

In  the  May  26  issue  of  the  Iximlon  Times  the  situation  was 
reviewed  as  follows: 

It  will  be  remembered  that  last  year  the  Imperial  Shipping  Com- 
mittee recommended  legislation  respecting  bills  of  lading  and  that  in 
the  summer  the  Imperial  Conference,  attended  by  the  Premiers  of  the 
British  Dominions  Overseas,  supported  this  finding  and  proposed 
legislation  which  should  be  uniform  among  all  the  nations  forming 
the  British  Commonwealth.  Then  at  the  end  of  the  summer  came 
the  conference  at  The  Hague,  attended  by  representatives  from  many 
nations,  which  discussed  conditions  of  shipment  and  ultimately  agreed 
upon  a  code,  to  be  known  as  The  Hague  Rules.  1921.  In  the  discus- 
sion In  this  country'  which  followed  the  return  of  the  delegates  to 
The  Hague  conference,  strong  opposition  developed  among  traders 
Interested  In  grain  and  other  hulk  cargoes  to  certain  of  the  rules,  and. 
while  the  rules  are  now  being  employed  In  a  number  of  trades  and 
•re  approved  by  many  merchants,  the  objection  to  some  of  the 
provisions  still  exist  in  certain  quarters. 

The  present  situation  in  which  the  rules  are  warmly  approved  in 
many  quarters  and  meet  with  only  qualified  approval  in  others  might 
continue  for  some  time,  but  for  the  Intervention  of  another  Influence — 
the  Board  of  Trade.  To  the  Board  of  Trade  devolved  the  duty  of 
devising  the  legislation  to  give  effect  to  the  recommendations  of  the 
Imperial  Conference.  The  Board  of  Trade  took  no  official  part  in  the 
conference  at  The  Hague  last  year  and  It  has  merely  been  an  inter- 
ested student  of  the  proceedings  there  and  of  the  subsequent  discim- 
slons  among  shipowners  and  merchants  on  the  subject.  Its  own 
Interest  in  legislation,  as  Indeed  was  that  of  the  Imperial  Confer- 
ence last  year,  lies  In  the  benefit  such  legislation  may  confer  upon 
rommercc.  If  the  Hague  Rules  had  met  with  unqualified  approval 
from  merchants  and  shipowners,  then  the  task  of  the  Board  of  Trade 
•would  have  been  the  comparatively  simple  one  of  finding  the  basis  of 
a  common  agreement  between  The  Hague  Rules  and  the  Canadian 
W.-iter  Carriage  of  Goods  Act.  which  the  Imperial  Conference  sug- 
eestrH  should  form  the  foundation  of  the  new  legislation,  where  there 
was  any  discrepancy  between  the  two  codes. 

In    th-    absence    of   complete   unanimity   on    the   provisions   of   The 

Hague   Hules.   it  was  natural  that  the  Board  should   consider  that  the 

discussions   which    h«d   already    proceeded   ought   form   the   basis   of   a 

further   consideration    of    the    problem.      The    Hoard    could    not   at   this 

.it    any   rnte.    take   the   part   of  either  of   the   Interests,   but   It 

i-ould  say.  and  It  appears  to  have  said,  that  If  the  parties  could  agree 

among   themselves  us  to  the  terms  of  a  code  then   It  would   probably 

i red    to    ntlopt    the    code    as    the    foundation    of    the    proposed 

legislation.     On  the  other  hand,  falling  such  agreement,  it  would  have 

other    course    but   to   proceed    with    the    Bill    which    It    had    already 

There  Is  reason  to  believe  that  the  hint   Klvon  was  accepted 

it  those  who  looked  at  the  question  from  different  angles  have 

r  been  able  to  arrive  at  an  agreement.     Such  a  result  reflects  very 

erahlc  credit   c,n  those  who  have  been  able  to  come  together  on 

the  matter.     On  the  one   hand,   those  who  hnve   Insisted  that  nothing 

but   legislation    would   satisfy  them  will   see   their   desire   fulfilled     and 

liose  who  believe   that  certain  features  of  The  Hague  Rules  ought  to 

be  preserved  should  likewise  be  content. 

The    basis    of   the   agreement    reached    between    cargo   and 

rrier  interests  has  Just  been   received  in  this  country  and  it 

apparent  that  many  concessions  have  been  made  to  the  cargo 

nterests  for  the  purpose  of  clearing  up  alleged  ambiguity  of 


expression.    Among    these    may    be    mentioned    the    following 
changes: 

I.  "Deck  cargo"  Is  exempted  from  the  rules  only  when  the  con- 
tract Indicated  that  the  goods  were  to  be  carried  on  deck. 

2  The  rules  are  made  to  apply  until  the  goods  are  delivered  from 
the  ship  Instead  of  merely  until  unloaded  from  the  ship's  tackle. 

3.  "Receipt"   and   "delivery"   as   agreed   upon   are   now   embraced 
in   the  period  covered  by  the  rules. 

4.  The   carrier   Is    required   properly   and    carefully    to   load,    etc., 
the  goods  instead  of  merely   "providing"   for  this. 

5.  Shipper  will  not  be   required   to  warrant   the   legibility   of  the 
marks  until  the  end  of  the  voyage. 

6.  The   bill  of  lading  is  made  prima  facie  evidence  of  receipt  of 
all  goods.     It   was   formerly  intended  to  exclude   bulk  shipments  and 
timber  cargoes  from  this  proviso. 

7.  Notice  of  claim  may  he  made  any  time  before  delivery  of  the 
goods  into  the  custody  of  the  consignee;  suit  may  be  brought  within 
two  years  instead  oT  one  year  as  originally  provided. 

8.  Provision  is  made  for  use  of   "received  for  shipment"   bills  of 
lading  and   for  their  exchange   for  "shipped"   bills  of  lading. 

y.  When  damage  has  resulted  from  unseaworthiness,  the  carrier 
is  required  to  prove  he  has  used  due  diligence  to  make  the  vessel 
seaworthy. 

10.  The  matter  of  proving  that  neither  the  actual  fault  or  privity 
of  the  carrier  caused  losses,  such  as  pilferage,  is  definitely  placed  on 
the  carrier. 

II.  The   shipper   is   exempted    from   liability    for    losses    resulting 
from  certain  designated  causes,  such  as  fire,  act  of  God,  etc. 

12.  Deviation  is  permitted  only  when  it  has  regard  to  the  service 
for  which  the  ship  is  engaged. 

IS.  Shipper  of  inflammable  goods  will  not  be  liable  unless  the 
nature  of  the  goods  is  unknown  to  the  carrier  or  the  carrier  has  not 
consented  to  their  shipment. 

14.  Article  V,   which   becomes  No.   VI.   is  held   to   be   inapplicable 
to  ordinary  commercial  shipments. 

15.  Reference   to   the    "Convention    relating    to    the    limitation    of 
liability"   of  vessel  owners   is   changed   to   provide   that   "any   statute 
for  the  time  being  in  force"  shall  apply. 

In  commenting  on  the  agreement  and  its  general  effect,  the 
Times,  in  its  issue  of  May  29,  said: 

It  is  certainly  no  small  feat  which  has  enabled  a  code  to  be 
presented  to  the  Board  of  Trade  from  which  difficulties  which  were 
apparent  in  the  original  Hague  Rules  have  been  eliminated,  and  the 
thanks  of  the  commercial  community  appear  to  be  due  in  particular 
to  Sir  Stephen  Demetriadi  and  Sir  Norman  Hill  for  their  labors  in 
the  concluding  stages  of  the  matter.  Unless  some  quite  unexpected 
hitch  should  occur,  the  Board  of  Trade  should  now  see  its  way  to  put 
forward  at  an  early  date  non-contentious  proposals  for  legislation  on 
this  highly  important  matter  of  terms  of  shipment. 


ANOTHER   FAST  MEAT  SHIPMENT 

A  repetition  of  the  feat  performed  by  the  New  York  Cen-' 
tral  and  the  White  Star  liner  Majestic,  in  transporting  meat 
from  Chicago  to  London  in  seven  days  a  month  ago,  took  place 
June  12.  when  the  Cunarder  Mauretania  arrived  at  Cherbourg 
with  a  large  shipment  of  Morris  &  Company's  products  that 
had  left  Chicago  June  4.  The  idea  of  the  packing  company 
was  to  establish  the  fast  service  over  two  routes  in  the  hope 
that  the  rivalry  thus  created  would  further  decrease  the  time 
between  Chicago  and  Europe.  The  Mauretania  made  the  trans- 
Atlantic  run  in  less  than  5%  days.  More  shipments  of  the 
same  nature  will  be  made  this  week  on  the  Caronia,  another 
Cunard  liner,  and  the  Majestic. 

The  practical  effect  of  the  recent  shipment  was  illustrated 
in  the  words  of  A.  W.  McLaren,  traffic  manager  for  the  packing 
company,  that  "cattle  grazing  in  Iowa,  June  2,  were  beefsteak 
in  Paris  ten  days  later." 


FLEET   CORPORATION    HEAD   DIES. 

A.  J.  Frey,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, in  charge  of  operations,  died  at  Baltimore,  June  13,  after 
an  illness  of  several  months.  The  disease  from  which  Mr.  Frey 
suffered  baffled  the  leading  physicians  of  the  country.  Several 
weeks  ago  it  was  diagnosed  as  the  San  Joaquin  Valley  disease, 
which  is  of  rare  occurrence  and  which  originated  in  China, 
where  Mr.  Frey  spent  some  time  a  number  of  years  ago.  Chair- 
man Lasker  said  the  work  done  by  Mr.  Frey  in  reorganizing 
the  operating  department  was  the  most  remarkable  of  any 
work  done  by  the  present  organization.  He  said  he  was  the 
best  physical  operations  man  in  the  United  States.  Mr.  Frey 
formerly  was  with  the  Paciflc  Mail  and  the  Los  Angeles  steam- 
ship companies.  He  came  to  the  Shipping  Board  in  June.  1921. 
During  Mr.  Frey's  illness  J.  F.  Sheedy  has  been  acting  director 
of  operations.  He  probably  will  be  selected  to  take  the  place 
permanently. 


BENSON   AND    LISSNER    REAPPOINTED 

The  Senate  this  week  confirmed  the  nominations  of  Com- 
missioners "Benson  and  Llssner  of  the  Shipping  Board  for  six- 
year  terms.  They  were  appointed  a  year  ago  for  one-year  terms 
and  are  the  first  appointees  to  receive  six-year  terms  with  the 
exception  of  Chairman  Lasker.  The  Jones  merchant  marine 
act,  under  which  the  new  board  was  organized,  provided  for  the 
appointment  of  two  commissioners  for  a  term  of  one  year,  and 
the  remaining  five  for  terms  of  two,  three,  four,  five  and  six 
years.  The  law  provided  that  on  the  expiration  of  the  terms 
specified  each  commissioner  should  be  appointed  for  a  term 
of  six  years.  The  Senate  acted  on  the  nominations  the  day 
after  they  were  sent  in  by  President  Harding. 
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Tr»T  V     ATWTTPTPAM     J7T  Pf'C'T  offices,  on  the  Gulf  and  Atlantic  coasts,  of  operators  of  govern- 

ment  ships."   the    Shipping   Board   announces.     "Captain    Purdy 
Declaring   that   70   per.  cent   of  the  Shipping  Board  fleet   is      W))l   be  In  the   United   States  for  several  weeks  and,  being  fa 


"eating  its  head  off"  in  expensive  Idleness  while  nearly  80  per 
cent  of  England's   fleet   is  in  operation  and  "doing  the  bulk  of 


mlliar  with  the  United  Kingdom  and  continental  ports,  he  will 
be  able  to  give  the  benefits  of  his  knowledge  of  them  to  oper- 


the  foreign  business  of  the  United  States,"  Commissioner  E.  C.      ators  and  taereby  coitrlbute  to  improved  services  in  American 


Plummer.  member  of  the  Shipping  Board.  In  an  address  June 
14  before  the  New  York  Board  of  Trade  and  Transportation, 
said  there  was  business  In  1921.  but  "we  didn't  get  it." 

"The  government  is  under  an  annual  expense  of  nearly 
fifty  millions  of  dollars  on  account  of  these  ships."  said  he.  "The 
mere  operation  of  these  ships  would  give  constant,  well-paid 
employment  to  seventy-flve  thousand  men.  and  as  many  more 
men  would  be  employed  in  making  repairs  and  replacements. 

"Ships  in  our  foreign  trade  always  create  enlarged  markets 
for  American  products— our  business  with  those  South  American 
countries,  secured  by  Shipping  Board  lines,  shows  up  more  than 
twice  as  great  for  the  first  five  months  of  this  year  Just  com- 
l.l>-t.-d  as  for  the  corresponding  period  last  year.  These  ships 
protect  the  American  from  excegglre  freight  charges  and  other 
handicap*,  as  was  so  completely  shown  In  the  Egyptian  cotton 


flag  ships." 


WILLIAMS  LINE  STEAMER  MAKES  RECORD  RUN 
According  to  figures  published  in  the  Panama  Canal  Record, 
the  steamship  Willhilo,  of  the  Williams  Steamship  Company, 
which  passed  through  the  canal,  May  17,  had  a  ratio  of  tons  of 
cargo  to  net  ton  of  2.82.  The  428  vessels  that  passed  through 
the  canal  In  1921  had  an  average  ratio  of  1.12.  The  Willhilo 
carried  a  general  cargo  of  10,075  and  left  the  east  coast  May  4. 
arriving  at  Los  Angeles  on  May  25.  It  was  said  that  the  cargo 
was  one  of  the  largest  in  the  history  of  the  coast-to-coast 
steamship  trade. 


Mr.  Plummer  referred  to  the  handicaps  confronted  by  Amer- 
ican ship  operators  under  prevailing  conditions.  Continuing,  he 
•aid: 

• 

Our  competitor*  have  gradually  established  thenwelve*  In  the 
bu.lnrss.  have  powerful  financial  u  well  us  commercUl  connection*, 
and  through  coaling  station*  scattered  all  over  lh«  world  have  an  Ir 
portant  cargo,  a*  well  as  commercial,  advantage  there.  Our  Peopl* 
a*  a  whole  are  unacquainted  with  the  business  of  International  shlp- 
plng;  while  shipping  1*  to  the  people  of  our  chief  maritime  competitor. 
England,  the  mo*t  important  and  beat  known  Industry  In  the  empire. 

Now.  the  advantage*  which  our  competitor*  enjoy  are  not  natural, 
but  wholly  artificial.  As  we  are  now  In  the  world  trade,  England  wa*: 
Germany  and  Japan  likewise.  In  each  case  liberal  aid  by  govern' 
mad*  thoae  nation*  nicceuful  on  ihe  Ma.  Ju*t  a*  American*  were  »uc- 
ewMful  upon  the  aea  *o  long  a*  aiding  law*  given  u*  by  Washington 
and  the  first  Congrea*  remained.  To  regain  our  place  upon  the  sea  we 
mu«t  do  a*  they  did  w:  were  e.Ubllshlng  their  merchant 

It  being  rscognlmxl  then  that  governm.-nt  aid  mu»t  be  had  If  our 
ships  are  not  to  be  eaten  up  In  Idler***  the  question  of  amount  of  as- 
•kstance  arises.  And  here  I*  a  fact  which  Is  commonly  overlooked  but 
which  business  men  will  appreciate  at  on. -e.  namely:  The  American 


SWISS  MEAT  IMPORTATION  RESTRICTIONS 
Consul  General  George  H.  Murphy  at  Zurich,  Switzerland, 
has  reported  to  the  Department  of  Commerce  that  by  a  recent 
decree,  effective  April  13,  1922,  the  Swiss  restriction  on  the 
importation  of  salted  pork,  ham,  and  other  pork  products,  dried 
and  smoked  meat,  salted  beef  tongues,  and  sausages,  imposed 
by  decree  of  February  21,  1922,  shall  apply  to  these  products 
even  If  Imported  in  hermetically-closed  cans,  glasses,  and  simi- 
lar containers,  which  had  hitherto  been  admitted  freely.  Hi  >• 
after  such  meats,  in  any  form,  may  be  Imported  only  under 
special  license. 


PARCEL  POST  TO  THE  NETHERLANDS 
The  Post  Office  Department  has  Issued  a  statement  that 
the  Netherlands  postal  administration  has  advised  tliut  parcel 
post  packages  sent  to  the  Netherlands  must  show  on  the  customs 
declaration  in  value  of  the  contents,  either  in  Dutch  currency 
or  In  United  Stales  currency,  with  a  statement  In  tin- 
latter  case  of  the  rate  of  exchange  on  the  Amsterdam  or  Rotter- 
dam Bourse  on  the  date  of  sales  of  the  goods.  Addressees 


Investor  when  entering  upon'  a  new  enterprise   where  he  must  com-      should  furnish  this  Information  to  the  senders. 
T«d  and  experienced  firm,  will 1  demand  at  least 


pet*  with  well  established 

a  seven  or  eight  per  cent  Income  on  hi*  money  before  be  will  risk  It: 
while  his  European  competitor,  knowing  no  other  business  and  realis- 
ing that  If  he  Is  driven  out  of  thl*  shipping  trade  hi*  whole  life  train- 
Ing  will  bo  lost  and  he  will  not  know  where  to  turn  for  employ" 
will  stick  to  the  shipping  business  where  he  Is.  even  If  the  dividends 
run  as  low  a*  two  per  cent,  so  It  will  In  no  way  suffice  to  give  merely 
the  aid  that  will  put  American*  on  a  possible  dividend  equality  with 
his  competitors.  Tl  n  must  be  civ.-n  a  decided  and  assured 

advantage  at  the  outset.     This  fact  Is  too  ..ft.-n  overlooked. 

The  aid  needed  Is  exactly  of  the  kind  th<-  llrlllsh  government  gave 
to  It*  crippled  coal  Industry  one  year  ago— an  aid  that  gave  to  our 
competitor  coal  markets  which  had  been  ours  for  years.  It  will 
able  our  ship*  to  get  the  business,  and  sin.  e  the  only  way  In  which 
this  business,  of  which  you  handle  so  large  a  part,  can  be  secured  by 
American  vessels  U  by  the  government  ensdhng  our  vessel*  to  carry 

than    foreigner*   can    maK 


.. 


wtoe  be  possible,   with  a  consequent   Increase  In   the  volume  of  busi- 
ness  you   will  be  thus  enabled  to  do. 

In  effect  the  ships  will  become  but  a  part  of  the  great  pro.lu.ily 
Industries  of  this  country:  and  whatever  apparent  loss  there  may  be 
In  Ihe  actual  ocean  transportation  will  !•••  more  than  made  up  In  the 
Increased  employment  which  our  pxiple  will  thus  secure. 

This  does  not  mean  that  we  aim  to  monopolise  the  world  s  ocean 
buatness  or  a  major  portion  of  It.  It  means  that  we  should  be  able  to 
do  as  much  of  our  foreign  carrylnc  trade  as  England  doe*  of  hers, 
namely,  about  two-thirds  of  It  The  greater  part  of  thl*  Increase 
would  be  between  our  port*  and  the  ports  of  those  countries  where 
new  markets  arc  being  developed. 

The  confessed  use  of  "righting  ships"  by  that  Engllsh-Oerman- 
funafc  combination,  which  prevented  the  development  of  an  Ameri- 
can merchant  marine  In  the  Atlantic  prior  to  the  world  war.  show*  to 
what  extremities  our  competitors  were  willing  to  go  even  then  to 
keep  the  bulk  of  our  ocean  commerce  In  their  hands:  and  the  fact  that 
by  discriminatory  tax.*  American  exports  to  Australia  now  are  being 
ni  American  vessel*  Into  British  vessel*,  shows  the  lengths 
to  which  the  fierce  competition  of  today  has  caused  a  friendly  people  to 
go.  *o  that  no  American  should  fall  to  realise  that  the  only  way  the 
r  his  country  can  be  assured  an  .-.iual  opportunity  abroad  Is 
through  an  American  merchant  marine  nufflclently  supported  by  th>- 
government  to  enable  such  ships  to  handle  the  bulk  of  our  exports  and 
Imports  at  lower  rates  than  our  competitors  can  make,  and  thus  bene- 
fit all  our  people  by  Increased  market*  both  here  and  abroad. 

And    the    fifty    million   dollars    per   year   now    being    spent    by    the 
government    on   account   of   It*    merchant    marine   undertaking    would. 
If   applied  a*  direct   aids   to  the   ship*  themselves,   give   us    the 
service  your  business   and   the    l.iulness   of    the  country   at    lar 
quire*  and  create  a  market  for  the  fleet  now  burdening  u*. 


ocean 

rr. 


•HIPPING  BOARD  MORTGAGES  SOLD 
Negotiations  have  been  concluded  for  the  sale  of  the  mort- 
gages on  the  housing  project  at  Falrvi.-w.  C'amden.  N.  J.,  amount- 
ing to  $2.439.231.  according  to  a  statement  Issued  by  the  Ship- 
ping Board  Emewnry  KI.-»-t  Corporation.  The  purchasers  are 
the  Realty  Associates  of  Brooklyn.  N.  Y. 

BRITISH  OFFICER  VISITS  SHIP  OFFICES 
•  discus*  conditions  at  the  United  Kingdom  and  conti- 
nental port.«  whlrh  Shipping  Board  operators  serve.  Captain 
Warr-i.  K  i-urdjr.  District  I>ir»i»r  of  tin-  Ilritinh  Isles,  United 
State*  Shipping  Board  Emergency  Fl.-.-t  <'<>rporatlon,  who  has 
Just  arrived  In  thin  country  from  England,  will  visit  the  various 


NEW  YORK  DOCK  RAILWAY  DIVISIONS 

Exceptions  have  been  filed  to  the  proposed  report  of  Exam- 
iner Leo  J.  Flynn.  in  No.  13010.  New  York  Dock  Railway  Co. 
va.  Baltimore  A  Ohio  et  al.,  by  the  railway  company  and  tin- 
Brooklyn  Chamber  of  Commerce.  Flynn.  after  holding  with  Un- 
complaining dock  railway  company  on  all  points  except  one.  rec- 
ommended a  dismissal  of  the  dock  railway's  application  for  in- 
creased divisions  out  of  the  through  rates  on  the  ground  that  the 
dock  railway  was  net  a  party  to  tin-  Joint  tariffs  of  the  principal 
or  main  defendants,  the  eastern  trunk  lines,  which  make  de- 
liveries on  the  line  of  the  dock  railway,  although  they  do  not 
show  It  as  concurring  In  the  tariffs.  It  Is  shown,  however,  as  a 
participant  In  Joint  rates  with  some  of  the  western  connections 
of  the  main  defendants. 

The  exceptions  of  each  takes  the  position  that  Flynn  pro- 
poses. In  effect,  that  the  defendants  shall  be  allowed  to  benefit 
by  their  own  wrong  doing,  their  wrong  doing  consisting  of  their 
failure  or  refusal  to  show  the  dock  railway  as  a  participant  in 
rates  to  points  on  Its  own  rails,  notwithstanding  that  It  filed  a 
concurrence  In  the  tariffs  with  the  Commission.  In  accordance 
•— C^tftfi  Its  rules,  after  having  sent  concurrences  to  the  main  de- 
fendants, adopting  their  tariffs,  and  not  one  of  them  returned 
the  concurrence  or  refused  to  honor  It. 

It  Is  the  contention  of  the  dock  railway  company  that  the 
failure  of  the  principal  defendants  to  obey  the  law  in  respect  of 
filing  Joint  tariffs  with  the  Commission  can  not  have  the  effect 
of  obliterating  or  nullifying  Joint  rates  and  divisions  thereof 
which  actually  exist,  and  cannot  deprive  the  complainant  of  its 
rights  after  It  has  done  as  commanded  by  the  law.  A  further 
contention  is  that  it  is  not  the  specifying  of  the  names  of  the 
carriers  which  makes  them  parties  to  the  Joint  rates.  The  law 
assumes,  the  complainant  contends,  the  existence  of  the  parties 
to  the  Joint  rates  and  merely  requires  that  such  existing  facts 
be  published.  Therefore,  inasmuch  as  the  trunk  lines  publish 
rates  for  deliveries  to  destinations  on  the  dock  railway,  the  rates 
are  Joint  and  the  only  defect  is  the  failure  of  the  trunk  lines  to 
publish  the  fact.  Therefore.  It  Is  argued,  the  conclusion  of 
Examiner  Flynn  that  the  Commission  cannot  deal  with  divisions 
In  this  case,  because  the  dock  railway  Is  not  named  as  a  party 
In  the  Joint  rates.  Is  erroneous,  and  a  proposal  to  make  the  wrong 
of  the  defendants  react  upon  the  complainant  for  the  benefit  of 
the  trunk  lines. 

The  dock  railway  company  and  the  Brooklyn  Chamber  of 
Commerce,  in  their  exceptions,  say  the  facts  of  record  as  set 
forth  by  Flynn.  with  the  exception  of  a  few  minor  discrepant.  H 
of  no  significance,  are  accurate,  and  the  conclusions  drawn,  ex- 
cept that  the  complaint  should  be  dismissed,  are  satisfactory. 
With  that  conclusion  they  quarrel  In  every  possible  way  and 
think  the  Commission  would  be  guilty  of  a  great  Injustice  If  it 
were  approved  by  it. 


:  164 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  24, 


10 


Railway  operating   revenues 416,868,620      433.398,073 


NO  LEGISLATION  THIS  SESSION 

'    Tkt  Trofc  World  W^kinglon  Bureau  n     'bXPM1aS,<nStenance  of  way  and  structures. . . .     59,122,465         59,998,686 

Chances  for  any  Important  changes  being  made  in  the  trans-  11          Maintenance  of  equipment....                  96^,4^     101;«0;846 

portatlon  act  during  the  present  session  of  Congress  disappeared.      ., ,          Transportation  '".'.'.'.'.'.'.'.'.'.'.1 l5l-$lH$.a     18!'n™'J™ 

It  is  believed,  with  a  decision  by  the  House  committee  on  intei  Miscellaneous  operations   .                        ii.o60.l40       14.889.968 

state  and  foreign  commerce.  June  13.  to  postpone  ««£«*«£  6          §^plortauon- for' in  vesimeni-Cr.  •.'.•.:        4371400 
Inn  on  the  Hoch  and  Sweet  bills  until  the  December  session 

of  Congress.    The  Senate  committee  on  interstate  commerce  Is     ig  Railway  operating  expenses 336,178,422     375,696,712 

"Inactive"   with    regard    to   the   proposed    changes,    with    the   ex-  revenue  from  railway  operations..     80,690,198        57,701.361 

ceptlon  of  Senator   LaFollette.     The   Senate,   however,   has  its  ij>          glfiway  ?ax  accmais         ........    24;604;i43       21,946.290 

hands  full  with  other  legislation  so  that  action  on  railroad  legis-     2i          uncollectible  railway  revenues 112,910  90,115 

latlon  Is  not  likely  at  this  session.  22  Railway  operating  income   55,973.145        35,664.956 

The  action  by  the  committee  was  said  to  have  been  prac- 

&:Whp^^^  "     Sma,*T»]tS^-:::::::   !:StfS 

ment  was  issued  by  the  committee:  25  Net  railway  operating  income 50,271,865        29,856,640 

The  committee  of  the  House  of  Representatives  on  interstate      26  Ratio  of  expenses  to  revenues    (.%) 80.64  86/69 

rh%%fu°rrpeofenoC,°cIonn81SCeer,n7?ur{re0r  ^SSSJKfMSA  amend1:  FOUR  MONTH?   ENDINO  WITH  APRIL, 

ment.  to  the  transportation  act.  1  Average  number  of  miles  operated 235,154.67        234,720.98 

At  the  close  of  the  executive  session  Chairman  Winslow  an-  Revenues: 

nounced that   the   committee  had  determined   to   postpone   further        ,  Freight     $1214,184,485  $1235,067,976 

irlngs    until    such    date    as    the    committee    may    flx    after    the        3  Passenger    '321,307,625    '381,686,74! 

"pen in*  of  the  next   December  session  of  Congress.     The  commit-         4  Mail    29'6JH22          22-6S°'7" 

e   began   its   hearings   on   the   Hoch   bill   and    the   Sweet   bill   on        5  Express     35,233,667         27,101,568 

February   23    and   has  with  great  diligence  been   proceeding  with        g  An  other  transportation    52,679,002         50,337,22' 

them    with  but  little  intermission,  ever  since.     The  proponents   of        7  Incidental    32,809,456         40,085.191 

ie  measures  have  presented  their  views  at  great  length  and  with        g  Joint  facility— Cr 3,266,610  2,628,716 

much  elaboration,  and  some  of  those  in  opposition  have  also  been        9  Joint   facility — Dr 688,595  778,059 

heard      Many  witnesses  for  the  trunk  line  railroads  remain  to  be 

i    and   notice   has   been   received   that   representatives    of   the      10  Railway  operating  revenues   1,688,406,843     1,769,730,125 

short 'lines  also  desire  to  appear.     Manifestly  the  committee  will 

also    wish    to    ascertain    the    views    of    the    Interstate    Commerce  Expenses: 

Commission.  11            Maintenance  of  way  and  structures..     207,602,342        236,128,651 

There   has  been  a  growing  conviction  In   the   committee   that      12  Maintenance  of  equipment 387,726,060        441,068,964 

much   of  an  important  character  has  occurred  since   the  hearings      13  Traffic    28,130,402         28,861,017 

began.  In  the  way  of  court  decisions,  and  notably  In  respect  of  an      14  Transportation    669,923,654        822,738,452 

agreement   on   a   plan   of   co-operation   for   the   future,    which   has      15  Miscellaneous  operations   14,699,746         16,821.523 

been   reached   between   the  Interstate  Commerce   Commission   and      16  General    52,767,920         59,155,619 

representatives  of  the  state  commissions.     A  copy  of  this  !7            Transportation  for  investment— Cr.   . .         1,750,079           2,088,848 
ment  has  been  filed  with  our  committee  by  the  legal  representative 

..f   the  state  commissions,   and   It   indicates  quite  clearly   that  jg  Railway  operating,  expenses 1,359,100,045     1.602,685,378 

Interstate   Commerce  Commission   and   the   representatives   of   the 

utate   commissions    look   very   hopefully   to    the   plan    adopted  19            Net  revenue  frcm  railway  operations.     329,306,798        167,044,747 

them   as    furnishing   a   likely    solution    of   some    at    least     of  20  Railway  tax  accruals  94,290,482         87,446,915 

5^*!S£^£*<^8^&£^^&f?&  21            U»~««c"ble    raiiway    revenues...                   418,237 

v.ew  of  this,   the  House  Interstate  and   foreign   commerce      22  Railway   operating   income 234,598,079         79.280,477 

committee   has  concluded  it  best  to  observ      the  operation  of  tt         23  Equipment  rents— Dr.   balance 17,746.546         15,165,059 

EXe-^kinraX^on^^  24            Joint   facl!ity   rent-Dr-    Balance...               5,558440 

"mm'iue"  wlth^uch'  vSbfe"  ifi}S?  iS^n^wtth  the^stion      *>  Net  railway  operating  income 211,293,393         57.408,932 

of  amendments   to  the   transportation   act.  ofi            Rntn  nf  evnenaea  tn  revenues.  (ot\                      an  in                  an  cc 

The    committee    accordingly    determined    to    take    no    further      ™ Ka  (.%)....  80.50 

action  until   the  December  session,  so  that  it  may  then  have  be-  z  includes  $2  Ml  M7  «leenintr  anrt  nnrinr  nor  anrehnro-e 

fore   It  Information   not   now   available,   which   may  prove   impor-  ,  }££  "Jes  J|.5".597  s.      p mg  and  pallor  car  surcharge. 

tant.   If  not  controlling,   in   respect  of  the  action  which   It  Is  best  .  inc  udel  S9483  200  sleeo  inl  and  oarlor  car  snrrharf  e 

in   the   public   interest   for   our   committee   to   take.  >  includes  jlbjis^'ategp'gg'a'nd^rtor  gar  surchafle. 

Commenting  on  the  decision  of  the  House  committee  on  in-  -TDAV/CI            U/&MT  OTA c  r* 

terstate  and  foreign  commerce  to  postpone  further  hearings  on  RAVELERS  WANT  STATE:  CONTROL 

the  Hoch  and  Sweet  bills.  Solicitor 'Benton  of  the  N.  A.  R.  U.  C.,  The  Vice  President  has  laid  before  the   Senate  resolutions 

in  a  bulletin  to  members,  said:  adopted  by  the  Travelers'  Protective  Association  of  America  at 

Atlantic   City,  favoring   the  enactment   of   legislation   amending 

While  this   Is  disappointing,   it   is  not   surprising.      Ever  since  th      tran«mnrtatirm    apt    "sn   aa    tn   i-Ainveat    tVio 

the  date  of  my  bulletin  No.  48.  1922,  I  have  foreseen  that  leglsla-  tne  transportation  act     so  as  to  lemvest  the  state  commission 

tlon  at  thU  session  was  Improbable.    I  do  not  take  the  action  yes-  with  power  to  regulate  intrastate  transportation  systems."     The 

terday  a«  foreclosing  ultimate  favorable  action.     To  some  extent  resolutions  were  referred  to  the  interstate  commerce  committee 

It  may  Indicate  weariness  on  the  part  of  the  committee,  and  recog-  TV,O    t>-i\  .,i,,vu    aatn    tvic    fnmmtaainr*         a    "„„    «u~^ 

nltlon  of  the  apparent  Impossibility  of  legislation  at  this  session.  lne   travelers   said  the   Commission  was     an   oligarchy   that   is 

The  carriers'  presentation  began  May  16.    Two  witnesses  only  have  repugnant  to  a   free  people.       Another  resolution   was   adopted 

Xed%h^he*Vth'?n°.n^  nLtcLta1urCcharL±i^J^%^T^SSai0n   l°   S6t   aSide   the   5° 

fourteen  witnesses  yet  to  call.  Per  cent  surcharge  on   travel  in   Pullman  cars. 

The  statement  by  Chairman  Winslow  assigns  the  co-operative 

arrangement  with  the  Interstate  Commerce  Commission  as  a  rea-  rilMMINm    INVF«?Tlf5ATinM 

son  for  refraining  from  Immediate  legislation.     That  the  attempt  OUMIYIIN5>   INVt&TIGATION 

on  the  part  of  the  state  commissions  to  make  the  best  of  the  evils  L.  F.  Loree,  president  of  the  Delaware  &  Hudson,  will  ap- 

f^^^^L^^^^o^^^^S^XS^  fn  Pear  Before  the  Senate   Interstate  commerce  committee   in   the 

my  statement  to  the  House  committee,  hereofore  distributed,  pages  Lummins   investigation   June    19. 

617.  619  and   626-627.  I  did  what  I   could   to  avert  the  conclusion.'  

which  the  committee  has  now  reached,  pointing  out  that  the  evils 

complained   of  arise  from   the  law,  and   that   the  law  cannot  be  MILEAGE  BOOK  BILL 

cnmmfsrseiomsenmay°bVeeVer  harmonlously  dlsP°»ed  state  and  Representative  Winslow,  chairman  of  the  House  committee 

on   interstate  and   foreign   commerce,  this   week  •  submitted   to 

the  House  the  committee's  formal  report  on  S.  848,  as  amended 

APRTT     T?  ATT  WAV  PIT VI? \TTTTT  bv  tne  House  committee,  providing  for  the  issuance  of  mileage 

books  and  scrip  coupons  by  the  railroads  after  notice  and  hear- 

The  Commission  this  week  Issued  its  official  statement  on  ing   by   the   Commission,  which  is   empowered   to   require   the 

operating  revenues  and  expenses  of  201  class  I  steam  roads.  In-  coupons  and  books  to  be  issued  at  just  and  reasonable  rates, 

eluding  16  switching  and  terminal  companies,  for  April,  1922,  and  to  make  exceptions  of  individual  railroads  where  it  is  held 

and  1921,  and  for  the  four  months  ended  with  April,  1922,  and  that   they    would    be    Injured    by    being    required    to    issue    the 

April,   1921.    The  detailed   figures  follow:  coupons  or  books.    Mr.  Winslow  said  the  bill  probably  would 

be  called  up  for  consideration  at  the  present  session  of  Con- 

MU.N  1  H   Ur    AlrCIlj.  proca 

Item                                                                                          United  States  Biess. 
No.                             Item.                                                            1922.               1921. 

AMENDMENT   OF   GUARANTY    SECTION 

!l*ht  $288,848.724    $304.773.803  Representative  Edmonds  of  Pennsylvania  has  introduced  a 

...  ,                                              / /       7' siVleg         7'762'45  blu   <H-  R-   11985>    amending  section  209  of  the  transportation 

Express'   ...'...!        '...'.'.'.'...'.......'.'...    I3]o53.662         8!217',858  a°t  so  that  a  carrier  by  water  whose  system  of  transportation 

II  other  transportation...                                              12,'2«3,243  was   at   any   time  under   federal    control   may   file   a   claim   for 

Joint  "iJiiiiy-                 :::•:::  benefits   of   the   section.     Similar   bills    have    been     introduced 

Joint    facility     Dr. 16s!935              184^648  heretofore. 
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HARDING  AND  LABOR  BOARD 

Tkt  Trefc  World  Wvkinglon  Hurra* 

Official  denial  was  made  at  the  White  House  June  13  that 
ident  Harding  bad  sought  to  influence  the  United  States 
Railroad  Labor  Board.  The  statement  was  called  forth  by  re- 
ports to  the  effect  that  the  President  was  in  touch  with  the 
board  on  the  wage  question.  It  was  emphasized  that  at  no 
time  since  the  President  took  office  had  he  suggested  a  course 
of  action  to  the  Labor  Board.  It  was  said  that  as  it  appeared 
that  a  different  view  was  held  in  some  quarters,  the  President 
would  like  to  have  it  known  that  the  only  message  he  had 
ever  sent  the  board  or  any  member  thereof  was  last  fall,  when 
he  let  the  board  know  that  the  law  contemplated  that  the  board 
should  handle  the  railroad  wage  question — that  the  board  was 
expected  to  perform  its  duty  and  that  the  government  would 
support  It  with  all  the  power  at  its  command.  Spokesmen  for 
ili.-  administration  said  there  was  nothing  to  say  relative  to 
reatened  strike  of  railway  employes. 


PRESIDENT'S  ATTITUDE  ON  STRIKE 

Tkt   Trtfc  World  H'tikinglem  B»rta* 

What  significance— In  view  of  the  strike  vote  being  taken 
by  railroad  employes,  whose  wages  have  been  ordered  cut  by 
the  Railroad  Labor  Board,  and  the  decision  of  the  employes' 
leaders  to  appeal  to  President  Harding  on  the  wage  cuts- 
should  be  attached  to  remarks  made  by  Dean  Andrew  F.  West. 
uf  Princeton  university,  when  he  conferred  the  degree  of  doctor 
of  laws  on  President  Harding.  June  9.  and  also  to  remarks  on 
the  wage  question  made  by  the  President  at  Trenton  on  the 
same  day,  caused  speculation  in  Washington. 

"His  vote,  as  senator,  for  the  antl  strike  clause  In  the  rail- 
road bill  and  his  attitude,  as  President,  on  the  bonus,  reveal 
his  quiet  courage."  Dean  West  said  In  presenting  the  President 
with  the  degree. 

One  of  the  thoughts  in  Washington  is  that  the  Dean  would 
not  have  said  what  he  did  unless  he  had  consulted  with  the 

-ident  or  some  one  speaking  for  him.  and  found  that  what 
be  contemplated  saying  would  not  be  offensive.  It  is  not  re- 
garded as  probable  that  the  Dean  would  have  referred  to  the 
President's  vote  on  the  anti-strike  clause  had  It  not  been  for 
the  fact  that  the  leaders  of  the  railroad  employes  affected  by 

wage  cuts  ordered  a  strike  vote.  If  the  statement  by  the 
Dean  was  "inspired"  In  a  sense,  the  conclusion  that  might  fol- 
low is  that  the  purpose  was  to  Indicate  to  the  labor  leaders  that 
the  President  would  meet  any  situation  developing  from  the 
wage  cuts  with  a  firm  band. 

At  Trenton  the  President  was  quoted  as  saying: 

Everything  has  been  thrown  out  of  Joint.  Now  we  are  trying  to 
get  back  to  normal.  I  believe  that  we  are  meeting  a  measurable 
degree  of  luccess  In  the  effort.  I  am  very  glad  to  aay  to  you  that 
your  government  I*  interested  In  the  good  fortunes  of  business;  Inter- 
ested because  If  there  Is  no  buslnesi  there  Is  no  good  fortune.  Now. 
business  good  fortune  depends  upon  the  maintenance  of  fundamental 
principle*  In  business  activities.  It  depend*  upon  the  people  engaged 
In  business,  not  the  capitalists  alone,  but  the  man  who  gives  his  brawn 
for  a  dally  wage. 

Inirlng  the  war  capital  got  used  U>  unusual  profits  and  labor 
became  acquainted  with  unusual  wages,  which  both  have  been  re- 
luctant to  relinquish.  There  must  be  a  readjustment,  but  It  must  be 
fair  readjustment.  We  must  say  to  capital  that  wages  must  not  go 
back,  and  ought  not  to  go  back  entirely  to  prewar  level. 

The  world  war  would  Indeed  have  been  a  failure  and  the  sacrifice* 
made  In  our  behalf  would  have  :  •  •  ••  m  vain  If  we  should  go  back. 
Yet  you  cannot  have  employment  without  reasonable  profit  for  capital. 
The  government  Is  trying  to  keep  Its  hand*  out  and  reduce  taxes: 
and  burdens  upon  you.  ft  Is  all  up  to  you.  for  there  Is  not  a  great 
deal  the  government  can  do.  It's  up  to  each  one  of  us  to  resolve  that 
going  back  to  work:  we  are  going  to  resume  production  to  hold 
JtedBtat 


•tea  to  a  foremost  place  In  the  life  of  the  world. 


The  reduction*  In  wages  ordered  by  the  Railroad  Labor 
Board,  of  coarse,  do  not  by  any  means  bring  the  wages  of  the 
employes  affected  to  the  "pre-war  level."  In  view  of  the  fact 
that  the  President  said  there  must  be  "a  readjustment,  but  it 
must  be  fair  readjustment,"  It  Is  believed  here,  that,  when  the 
President  receives  the  appeal  of  the  labor  leaders,  whatever 
action  Is  taken  by  him  will  not  be  in  criticism  of  what  the  La- 
bor Board  has  done.  If  the  President  holds  the  views  relative 
to  the  Railroad  Labor  Board  It  Is  andi-r.it nod  he  has  held.  It  is 
not  believed  he  will  do  anything  other  than  Indicate,  If  that, 
that  he  cannot  Interfere  with  the  board. 


A.  F.  OF  L.  INDORSES  RAIL  STRIKE 

That  the  stand  of  the  leaders  of  the  shop  crafts  and  the 
and  maintenance  men  In  favor  of  a  strike  has  the  sup- 
port of  many  other  labor  organizations  was  Indicated,  this  week, 
when  the  American  Federation  of  Labor.  In  convention  at  Cin- 
cinnati, gave  to  the  representative*  of  the  railroad  workers  a 
rising  vote  of  approval.  B.  M  Jewell,  president  of  the  railway 
employes'  department,  was  quoted  in  J.M  ss  dispatches  as  saying 
that  nbershlp  was  "prepared  to  meet  the  test,  and  If 

they  -  ;alon  will  be  compiled  with." 

Meanwhile,  ballots  of  the  shop  crafts  are  arriving  at  th.- 
headquarters  of  the  department  in  Chi'  .IKO  in  Increasing  nutu- 


bers.  Indications  are  that  the  vote  will  be  in  favor  of  a  strike. 
Members  of  the  executive  council  of  the  department  will  meet 
in  Chicago,  June  24,  to  begin  tabulating  the  result  of  the  vote, 
which  is  returnable  June  25.  Should  the  council  decide  to 
ratify  the  strike  vote,  the  walk-out  will  probably  take  place 
July  1. 

The  Labor  Board  has,  thus  far,  taken  no  official  notice  of 
the  strike  rumblings.  It  is  believed,  however,  that  If  a  strike 
is  called,  an  immediate  investigation  will  be  Instituted. 

The  position  of  the  clerks  was  not  clear  at  the  time  this 
was  written.  It  was  said  by  E.  H.  Fitzgerald  that  a  strike  bal- 
lot would  be  sent  out  immediately  if  and  when  the  board  handed 
down  a  decision  cutting  clerks'  wages.  Until  that  was  done, 
however,  no  active  preparations  for  a  strike  could  be  made  by 
his  organization,  he  said. 


BOARD  SPLITS  ON  REDUCTIONS 

A  decision  of  the  Railroad  Labor  Board,  promulgated  late 
June  16.  has  a  special  significance,  apart  from  the  fact  that  it 
rules  on  the  wages  of  seven  miscellaneous  classes  of  railroad 

•  •nipluyea.     A  glance  at  the  last  page  of  the  long  dissent  shows 
that  Walter  McMenimen  hag  abandoned  the  course  followed  by 
his  two  brothers  as  labor  members  of  the  board.     A  rejoindi-i 
to  the  dissent  being  prepared  by  Chairman  Hooper  was  said  to 
contain  highly  Interesting  matter. 

A  comprehensive  attempt  to  set  the  board  right  before  i  in- 
public  was  made  In  a  part  of  the  decision,  headed  "General 
Observations."  In  It  the  board  took  exception  to  statements 
made  by  the  dissenters  In  the  two  previous  wage-cut  declnions 
and  to  published  remarks  of  disgruntled  labor  leaders. 

Several  classes,  the  wages  of  which  the  board  thought  were 
not  too  high,  and  the  disputes  regarding  which  covered  only  a 
few  roads,  were  let  down  without  a  cut.  These  Included  train 
dispatchers,  dining  car  stewards,  marine  culinary  workers  and 
signal  department  supervisors.  The  disputes  of  four  roads  with 
their  floating  equipment  employes  were  remanded  for  funh>  i 
negotiations.  With  regard  to  clerks'  wages,  the  board  said: 

The  reduction!  mad*  for  clerical  employe*  are  lighter  than  for 
some  other  claques,  because  this  class  suffered  considerable  lo»s 
••  a  result  of  certain  chansres  In  then-  rules  and  because  '!>•  • 
have  never  been  hlichly  paid  compared  with  other  cla**en.  Ii 

will  be  noted  that  a  greater  reduction  ha*  I n  n\.-,l  l.y  th.-  board 

for  clerk*  with  experience  of  oni-  year  and  les*  than  I  wo.  than 
for  clerk*  with  experience  of  two  year*  or  mon-.  Th.-  r.-iisi.n  f..i 
thin  I*  that  the  majority  of  Junior  clerks  are  beginner*  and  ap- 
prentice* and  have  not  a*  yet  assumed  family  responsibilities,  and 
many  of  them  are  (till  living  with  th.  Ir  parent*. 

Common  labor  In  and  around  Matlon*.  »tnr>-hou»en  and  ware- 
house* wa*  reduced  one  cent  lew  than  similar  labor  In  the  main- 
tenance of  way  departm.-ni  t»-cause  a  much  greater  percentage 

•  •i  (hi*  cla*»  live  In  larore  town*  and  cltle*.  and  consequently   In- 
cur a  hlKher  co*t  of  living.     Moreover,  many  of  the  common  labor- 
era   In    the    maintenance   of   way   department   are    furnl«hed    living 
quarter*  by  the  carrier*  free  of  charge  or  at  a  low  rate. 

A  table,  similar  to  the  tables  contained  In  the  maintenance 
and  shop  craft  workers'  decisions,  showing  that  the  wages  of 
the  men  cut  would  still  have  greater  purchasing  powers  than 
those  In  effect  in  July,  1920.  the  peak  point,  was  appended  to 
the  decision.  The  board  dismissed  the  subject  of  budgets  by 
saying  that  "living  conditions  cannot  be  standardized  any  more 
than  men  can  be  standardized."  The  specific  reductions  were 
as  follows: 

lerks  with  more  than  two  year*'  experience  and  storekeeper* 
erical  Bupervliiory  force*.  I  cent*:  clerk*  with  less  than  t\v» 
experience,  janitor*  and  elevator  m<  n.  otli.-i-  l>oy»,  and  »ta- 
tlon  and  team  track  freight  handler*.  4  cent*:  crew  caller*.  3 
cent*;  *tatlon  and  warehou*e  common  labor.  4  cent*:  stationary 

•  •nglne  and  boiler  room  employe*.  2  cent*;  signal  department  em- 
ploye*,  except   supervisor*   and   helper*.   6   cent*;   signal    helpers,    6 
cent*:    miscellaneous   employe!   to  be  cut  amounts   equal   to   those 
made   In   analogous   work. 

The  most  Interesting  parts  of  the  general  observations  re- 
ferred to  were  as  follows: 

A  Hard  Case  to  Decide 

Surrounded  by  such  abnormal  condition*,  the  Labor  Board 
ha*  not  been  permitted  to  deal  with  the  question  of  what  con- 
stitute* just  and  reasonable  wages  and  working  conditions  In 
th.-  same  undisturbed  and  uncomplicated  manner  as  would  have 
been  possible  In  normal  times.  And.  yet.  the  wisdom  and  justice 
of  nettling  these  question*  by  adjudication  rather  than  by  Indus- 
trial war  have  been  demonstrated,  both  from  the  standpoint  of 
the  parties  and  the  public.  While  It  can  not  be  said  that  no  mis- 
takes have  been  made  In  the  award*  handed  down  by  the  l-almr 
Board,  a  substantial  degree  of  social  and  economic  justice  has 
been  attained  and  that  without  the  enormous  loss  and  suffering 
to  the  carriers,  the  employes,  and  the  people  at  large,  necessarily 
resultant  from  settlements  by  force. 

The  extreme  utterance  of  partisan  bias  to  the  effect  Hint  (In- 
board does  not  give  full  consideration  to  the  evidence  submitted 
to  It  would  be  discouraging  were  It  not  for  knowledge  of  the 
fact  that  *uch  utterance*  evince  merely  a  spasmodic  relapse  Inti. 
the  old  system  of  bluff  and  bluster  that  entered  so  largely  Int.. 
the  adjustment  of  railway  labor  dispute*  before  adjudication 
supplanted  foi 

That  the  carriers  shall  have  a  fair  opportunity  to  prollt  hy 
the  revival  of  business  In  order  that  they  may  expand  their 
facilities  Is  absolutely  Indispensable  to  their  efficient  service  t>- 
ih-  \ni.-rlcan  public.  Their  unpreparedness  now  to  cope  with 
any  greatly  Increased  traffic  Is  notorious.  Every  facility  of  rail- 
way transportation  has  been  skimped  for  the  last  several  years, 
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and.    ••   to   mileage,    there   has   been    an   actual    decrease   Instead 

"'  BTh!,"  ...    'h- nectlon    us.  .1     must    not    be    ml.- 

runvtriifil  t,.  in.  an  iliui  th.  .n,|.l..>.-s  Hhould  be  called  upon  to 
bear  th-  cost  ,.f  ritilwuy  rehabilitation.  lni|>n.\  .-.I  .-..vice  and  re- 
du?.-d  ratei.  It  .Imply' means  that  It  l»  only  f^ottc  common 
•en««  and  Ju.tlce  that  /.. -n  Including  "»fnl'?11JJ*J  *md 

ploye  should  co-operate  In  a  cordial  spirit,  should  bear  ana 
forbear  until  the  carriers  are  back  on  their  feet. 

When  thin  accomplish!!.,  -nt  Is  safely  under  way.  It  will  then 
be  po»nfbU  for  the  Railroad  I^bor  Hoard  to  (five .Increased  con- 
SdmUon  t..  all  the  Intricate  details  Incident  to  the  scientific  ad- 
justment o  fth.-  livng  and  Having  wage,  with  enlarged  freedom 
from  the  Mtnplteatloni  of  the  "revelnnt  circumstances"  of  the  ab- 
normal period  which  Is  now  approaching  its  end. 
Labor  Not  a  Commodity 

In  this  connection  It  should  be  said  that  the  Labo,r,  Board 
has  never  adopted  the  theory  that  human  labor  Is  a  commodity 
to  be  bought  and  sold  up..n  the  market,  and.  consequently,  to  be 
reduced  to  starvation  wages  during  periods  of  depression  and 
unemployment.  On  the  other  hand,  it  is  Idle  to  contend  that  labor 
CM  he  compl.  1  from  the  economic  laws  which  likewise 

i\/!;;W'"on,;'^ion.lUPcta'n-  hardly  be  considered  a  digression 
or  a  gratuitous  preachment  to  say  that  one  of  the  principal 
troubles  with  the  people  of  this  country  today  Is  the  abandon- 
ment of  the  old-fushioned  ideas  of  thrift  and  economy  and  the- 
indulgence  in  wastefulness  and  extravagance. 

These  loose  habits  of  living  were  acquired  during  the  In- 
flated i  hy  i he  war  and,  like  many  other  ills 
of  similar  origin,  are  slow  to  depart.  Increased  expenses  do  not 
alwa.  IP. -an  ii  higher  standard  of  living  nor  ao  diminished  ex- 
penses necessarily  mean  a  lower  standard  of  living. 

In  th.-  settlement  of  these  questions,  it  Is  the  profound  desire 
of  th.  I.at>or  Hoard  to  Ho  Justice  to  the  parties  directly  concerned, 
placing  the  human  and  social  consideration  above  the  purely 
economic,  and.  finally,  to  establish  wages  and  conditions  that  wi 
largely  meet  the  hopes  and  aspirations  of  the  employes,  that  will 
prove  satisfactory  to  the  carriers,  and  that  will  impose  no  un- 
necessary burdens  on  the  public.  This  is  not  a  Utopian  concep- 
tion in  America. 

Strongly    Worded    Dissent 

In  their  33-page  dissent,  A.  O.  Wharton  and  Albert  Phillips 
objected  specifically  to  practically  every  phrase  contained  in 
the  majority  opinion.  The  majority  was  accused  of  trying  to 
extend  the  "sphere  of  influence"  of  the  board  over  outside  indus- 
tries, because  of  the  fact  that  wages  In  such  industries  were 
considered  In '  arriving  at  the  decision.  By  "brushing  the  cost 
of  living  aside,"  the  minority  contended,  the  validity  of  one  of 
the  provisions  of  the  transportation  act  was  denied.  The  "social 
if*ponsibillty"  of  the  board  was  discussed  in  the  following 
language: 

In  view  of  the  social  responsibility  of  the  Railroad  Labor 
Board,  the  nature  of  the  circumstances  influencing  this  decision 
m.-rits  special  consideration.  To  state  that  the  present  decision 
Is  based  on  the  probable  effect  on  other  wages  and  industries. 
can  mean  nothing  else  but  that  reasons  affecting  less  essential 
industries  have  altered  the  status  of  the  railway  workers.  The 
other  reasons  offered  relate  primarily  to  the  financial  status  of 
the  roads.  The  workers  are  called  upon  to  co-operate  in  a  cor- 
dial spirit  In  the  patriotic  task  of  providing  a  surplus  for  rein- 
vestment In  the  railways.  The  recent  decision  of  the  Interstate 
nmcrce  Commission  was  based  upon  figures  showing  railway 
earnings:  the  Interstate  Commerce  Commission  is  charged  with 
responsibility  for  regulating  railway  income.  The  single  fact 
that  substantial  rate  reductions  were  ordered  indicates  that  they 
are  discharging  this  function  and  that  in  their  opinion  at  the 
present  time,  at  least,  the  railways  are  not  greatly  embarrassed 
by  financial  considerations. 

The  lack  of  any  statement  which  might  indicate  that  human 
beings  are  to  live  narrower  lives  by  virtue  of  the  decision  handed 
down.  Is  a  clear  Indication  that  the  majority  has  taken  over  the 
typical  employer's  approach  to  the  problems  of  the  working- 
man.  Despite  the  magnanimous  statement  that  human  labor  is 
not  a  commodity,  there  seems  to  be  very  little  basis  for  saying 
that  it  has  not  been  so  considered.  Lengthy  statements  dealing 
with  transportation  costs,  economic  laws,  "the  vastness  of  the 
problem."  and  "fair  opportunity  to  profit,"  can  mean  but  little  to 
the  worker  faced  with  the  necessity  of  providing  food  and  cloth- 
ing for  his  family.  If  American  workers  are  entitled  to  "dife. 
liberty  and  the  pursuit  of  happiness,"  It  should  surely  be  part 
of  the  responsibility  of  government  to  patriotically  insure  that 
tl>.-  pursuit  shall  not  be  carried  on  at  a  hopelessly  long  distance. 
It  Is  said  that  "every  facility  of  railway  transportation  has  been 
skimped  for  the  last  several  years,"  and  it  should  not  be  thought 
facetious  to  remark  here  that  if  the  railway  workers  had  been 
given  the  generous  consideration  accorded  those  facilities,  some- 
thing of  the  skimping  going  on  under  thousands  of  American 
might  have  been  eliminated. 

Finally,  "economic  laws"  have  been  offered  as  a  reason  for 
the  ill  c  -luion  of  the  Labor  Board.  In  the  natural  evolution  of 
industry,  ih<  operation  of  those  economic  laws  has  acted  to  bring 
Into  being  organizations  of  worklngmen.  powerful  enough  to 
ch'-ck  the  destructlveness  of  the  "captains  of  industry."  That 
power  was  exen  is.  .I  through  tin-  right  of  the  workers  to  stop  work- 
ing wh.-n.-v.-r  they  desire.  The  Railroad  Labor  Board  was  designed  to 
act  as  a  substitute  for  the  conflicts  which  arose  under  the  un- 
r.  Kulntcd  operations  of  economic  laws.  Its  function  is  not  to 
free  the  workers  from  economic  laws,  but  to  so  limit  the  opera- 
tion of  those  laws  as  to  render  industrial  conflict  unnecessary  in 
the  securing  of  Just  wage  settlements.  In  promulgating  a  modi- 
ti-i|  "lalssez  falre"  policy,  the  majority  returns  to  the  era  when 
woiker.s  w.re  unorganized  and  Industry  was  In  chaos.  If  or- 
ganized labor  has  been  able  to  make  substantial  progress  In  the 
face  of  "economic  laws,"  then  the  Railroad  Labor  Board,  planned 
as  a  substitute  for  the  strike,  should  and  must  function  In  the 
direction  clearly  contemplated  by  the  law,  In  establishing  and 
maintaining  decent  standards  of  living. 

Savings  Estimated  at  $26,000,000 

Authentic  figures  on  which  to  base  an  estimate  of  the 
amount  of  the  saving  that  will  result  to  the  carriers  on  ac- 
count of  HIP  i-filin-iiiiti  weir  nut  available.  A  rough  approxima- 


tion, however,  places  the  figure  at  $26,000,000,  which  raises  the 
total  annual  saving  accruing  to  the  carriers  on  account  of  the 
i  In. 'i-  recent  decisions  to  about  $135,000,000. 

WAGE  STATISTICS 

The  March  wage  statistics  of  the  Commission  show  that 
there  were  1,570,158  employes  of  all  classes  on  class  I  roads 
and  15  switching  and  terminal  companies  in  that  month  and 
that  their  total  compensation  was  $216,704,408. 

"The  summary  of  wage  statistics  for  the  month  of  March, 
1922,"  the  Commission  said,  "shows  an  increase  of  25,118,  or 
1.6  per  cent,  in  the  number  of  employes  as  compared  with 
the  number  reported  for  February,  1922. 

"Total  compensation  increased  $22,180,981,  or  11.4  per  cent, 
owing  principally  to  the  fact  that  there  were  27  working  days 
in  March  and  only  23  in  February." 

The  number  of  employes  in  the  maintenance  of  way  and 
structures  department  increased  13,138  in  March  over  February; 
7,933  in  the  maintenance  of  equipment  and  stores  department, 
and  3,605  in  the  transportation  (train  and  engine  service)  de- 
partment. 

The  report  excludes  Henry  Ford's  Detroit,  Toledo  &  Ironton. 

N.  Y.  C.  SHOP  CONTRACTS 

Charges  that  employes  of  the  New  York  Central  were  com- 
pelled to  vote  in  favor  of  piece  work,  by  threats  that  the  shops 
would  be  shut  down  if  they  did  not  do  so,  were  made  at  the 
hearing  on  the  question  of  piece  work  in  the  shops  of  that  road 
in  Kankakee  and  Elkhart,  Ind.;  Toledo,  Ohio;  Englewood,  N.  J., 
and  Albany,  N.  Y.,  before  the  Labor  Board,  at  Chicago,  June  9. 
J.  F.  McGrath,  vice-president  of  the  railway  employes'  depart- 
ment of  the  A.  F.  of  L.,  made  the  charges  in  answer  to  the  con- 
tention of  attorneys  for  the  carrier  that  employes  at  these  shops 
had  voted  overwhelmingly  in  favor  of  a  return  to  the  piece  work 
basis  of  pay.  McGrath  said  that  while  the  majority  of  all  the 
workers  voted  as  stated,  the  majority  of  organized  workers  did 
not  do  so.  He  said  the  shop  managers  had  passed  the  word 
that  the  shops  would  be  closed  or  let  out  on  contracts  if  the 
men  turned  down  the  piece  work  proposals. 


CLEVELAND  TERMINAL  STOCKS  AND  BONDS 
Issuance  of  securities,  by  the  Cleveland  Union  Terminals 
Company,  to  provide  funds  for  the  beginning  of  the  work  on 
the  new  Cleveland  terminal  station,  has  been  authorized  by  the 
Commission.  The  company  has  been  authorized  to  issue  $10.000 
of  common  capital  stock,  which  has  been  sold  to  the  proprietary 
companies  at  par  for  cash,  and  to  issue  $12,000,000  of  5%  per 
cent  first  mortgage  sinking  fund  gold  bonds,  to  be  sold  at  not 
less  than  92%  per  cent  of  par  and  accrued  interest.  The  New 
York  Central,  the  C.  C.  C.  &  St.  L.  and  the  N.  Y.  C.  &  St.  L., 
the  proprietary  companies,  were  authorized  to  guarantee  the 
bonds,  which  are  the  first  of  a  total  authorized  issue  of  $60,- 
000,000.  The  estimated  cost  of  acquisition  of  lands  and  con- 
struction of  the  terminal  and  facilities  was  given  as  $55,366,432. 


CUT    IN    STORAGE    CHARGES 

A  fairly  comfortable  reduction  in  storage  charges,  from 
the  point  of  view  of  the  shipper,  will  go  into  effect  July  1.  The 
American  Railway  Association,  through  Kelly,  has  filed  the 
necessary  tariff,  Kelly's  I.  C.  C.  No.  1228,  canceling  Fairbanks's 
I.  C.  C.  No.  9.  The  Kelly  publication  cuts  the  rates  on  all 
freight,  except  automobiles  and  other  self-propelled  vehicles, 
from  2.5  and  3  cents  per  100  pounds,  to  1.5  cents,  the  new  rate 
to  apply  in  all  groups.  That  rate  applies  for  the  first  five  days. 
The  extra  time  rate  is  also  being  reduced  from  4  to  3  cents. 
The  rate  on  explosives  is  being  made  uniform  at  13.5  cents. 
It  ranges  from  12.5  to  14  cents. 

Section  B  of  the  item  prescribing  the  method  for  computing 
free  time  is  to  be  changed  so  that  only  full  legal  holidays  will 
be  exempted  in  the  calculation  of  free  time,  and  not  half-holidays. 


C.   &    N.    W.    BONDS 

The  Chicago  &  North  Western  has  been  authorized  by  the 
Commission  to  sell  $2,233,000  of  5  per  cent  general  mortgage 
gold  bonds  of  1987  at  an  average  price  of  not  less  than  par. 
The  company  informed  the  Commission  no  negotiations  looking 
to  the  sale  of  the  bonds  have  been  had.  It  also  said  that  the 
immediate  purpose  of  making  the  sale  of  the  bonds  was  to  pro- 
cure funds  with  which  to  pay  25  per  cent  of  the  cost  of  certain 
equipment  recently  purchased. 


GULF   &    NORTHERN    BONDS 

The  Commission  has  authorized  the  Gulf  &  Northern  Rail- 
way Company  to  issue  $326,000  of  first  mortgage  5  per  ceut 
bonds  to  be  delivered  to  the  Santa  Fe  at  par  in  satisfaction  of 
a  like  amount  of  indebtedness  of  the  company  to  the  Santa  Fe. 
The  latter  company  furnished  most  of  the  cash  for  the  con- 
struction of  the  company's  line  from  Newton  to  Wiergate,  Tex. 
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TEN  PER  CENT  REDUCTION  TARIFFS 

The  Trtfc  World  WiskiHgto*  Bur  ran 

A  further  revision  of  the  rules  whereby  tariff  publishing 
agents  are  to  be  governed  In  the  framing  and  filing  of  the 
schedules  needed  for  compliance  with  the  Commission's  decision 
in  Reduced  Rates,  1922.  was  announced  June  10.  So  far  as 
shippers  are  concerned  the  revision  was  vital  only  in  the  sense 
that  it  was  deemed  necessary  to  assure  them  they  would  get 
all  the  Commission  intended  to  give. 

The  first  part  of  the  revision  consisted  of  an  order  whereby 
the  Commission  waived  or  set  aside  such  parts  of  its  outstand- 
ing orders  as  stood  In  the  way  of  the  carriers  in  the  making  of 
tariffs  that  would  accomplish  the  desired  10  per  cent  reduction. 

The  second  part  consisted  of  an  amendment  of  special  per- 
mission No.  59o«o  (the  one  that  permits  the  schedules  to  be 
filed  In  the  form  and  on  the  notice  heretofore  mentioned)  in- 
tended to  make  certain  that  the  rule  for  disposing  of  fractions 
would  work  on  rates  stated  on  the  per  ton  basis  in  the  way  In- 
tended. The  amendment  was  also  made  broad  enough  to  enable 
the  publishing  agents  to  reduce  by  10  per  cent  the  rates  on  iron 
ore  from  the  upper  lake  region  mines  to  the  lake  loading  docks 
In  accordance  with  the  supplemental  report,  printed  elsewhere, 
covering  the  ore  rates  In  question.  That  supplemental  report 
on  iron  ore  was  put  out  at  the  same  time  as  the  revised  rules 
for  the  preparation  and  publication  of  the  rales  were  given  to 
the  public,  on  the  afternoon  of  June  10. 

Each  of  the  schedules,  tariffs,  or  supplements  changing 
rates  or  charges  authorized  or  prescribed  in,  or  maintained  or 
held  by  virtue  of  an  outstanding  order  is  to  bear  on  its  face  a 
legend  reading  as  follows: 

The  rate*  and  charge*  *hown  herein  which  are  less  than  rate* 

•••<!   by   an   outstanding   order  of  the    Interstate 

'abllshed   jnder  authority  of  order  ••( 

in.-  mrrcc  Commission   In    Docket   No.    1SZ)1.   dated 


BRICK  RATE  REVISION  POSTPONED 

Tkt  Trtfc   WtrU  Wtihmflon  Borttn 

The  operative  date  of  the  Commission's  order  In  No.  10733. 
National  Paving  Brick  Manufacturers'  Association  et  al.  vs. 
Alabama  *  Vlcksburg  et  al.,  has  been  Indefinitely  postponed.  In 

'  ir   as   It    relates   to  the  southeastern   lines'   territory.     The 

'ory  Involved  Is  Texas.  Louisiana  west  of  the  river,  Arkan- 
sas. Oklahoma,  southern  Missouri  and  southern  Kansas. 

No  announcement  as  to  why  the  order  was  postponed  was 
made,  bat  It  Is  suspected  It  was  put  off  because  the  Commission 
has  under  consideration  two  cases  Involving  the  same  questions 
— namely,  rates  and  descriptions.  They  are  No.  9702.  the  Mem- 
phis-Southwestern Investigation,  and  No.  10284.  Fort  Worth 
Traffic  Bureau  vs.  Abilene  *  Southern  et  al.  By  postponing  It* 
order  In  the  nation-wide  case  the  Commission  can  dispose  of 
the  whole  southwestern  situation  In  one  report. 


RATES  ON  IRON  ORE 

Tkt  Trtfc   IftrU  W*,M*gto*  Burn* 

Iron  ore  tariffs,  the  first  of  the  flood  to  carry  Into  effect  the 
Commission's  opinion  that  all  rates  raised  or  held  In  effect  as 
a  result  of  Its  decision  In  Ex  Parte  74.  should  be  brought  down 
10  per  cent,  reached  the  pnbUc  flies  of  the  Commission  June  12. 
The  ore  tariffs  physically  arrived  at  the  Commission's  office 
the  night  of  June  9  or  the  morning  of  the  following  day.  They 
were,  therefore,  within  the  rule  of  the  Commission's  special  per- 
mission permitting  reductions  on  Iron  ore  to  be  made  operative 
on  five  days'  notice.  They  were  also  within  the  rule  set  by  the 
carriers  for  their  own  guidance,  namely,  that  the  tariffs  should 
be  filed  In  time  to  make  the  rates  operative  not  later  than  June 
IS. 

Ten  per  cent  was  taken  off  not  only  the  line  haul  but  the 
dock  and  handling  charge  rates  applicable  to  ore.  Thus,  for 
instance,  the  new  line  haul  rate  from  Loraln,  0.,  to  Allegheny, 
Pa.,  became  $1.15.  That  Is  the  line  haul  rate  on  ore  whether  It 

direct"  or  "dock."  The  unloading  charge  from  the  vessel  to 
the  cars  on  direct  ore  comes  down  to  8  cents  per  ton,  making 
the  through  charge  on  "direct"  ore  $1.23.  Under  the  new  tariffs 
the  charge  for  unloading  from  vessel  to  dock  Is  cut  to  20  cents 
per  ton  and  for  handling  from  dock  to  car  13  cents,  a  total  of 
11.48  on  ore  held  on  the  docks  after  discharge  from  the  vessel. 

Whether  the  10  per  cent  reduction  advised  by  the  Commis- 
sion In  its  supplemental  report,  as  to  ore  from  the  mines  to  the 
upper  lake  docks,  will  be  made  to  apply  on  the  handling  charges 
at  the  upper  lake  ports,  could  not  be  answered  at  the  Commis- 
sion when  the  tariffs  of  the  charges  from  the  lower  lake  ports 
I.,  furnace  'mints  came  to  hand.  Under  the  Commission's  main 
derision  the  10  per  cent  reduction  Is  to  apply  only  to  rates  In- 
creased or  present  rates  held  In  effect  by  reason  of  Ex  Pnrte  74.  The 
rates  from  the  mines  to  the  tipper  lake  ports  were  not  Increased  by 
reason  of  Kx  Parte  74.  Whether  the  present  rates  result  by 
reason  of  the  decision  In  that  case.  Is  a  question  that  could  not 
be  answered  off  hand.  Officials  who  have  had  to  do  with  the 
technical  work  of  getting  tariffs  to  the  files  that  would  bring 


about  rates  in  accordance  with  the  views  of  the  Commission 
were  inclined  to  the  belief  the  Commission  would  expect  the 
accessorial  rates  to  be  brought  down  in  sympathy  with  the  line- 
haul  charges  and  that  its  failure  to  mention  them  was  an  over- 
sight. 

Under  the  Commission's  supplemental  report  on  the  reduced 
rate  case  the  line-haul  rate  from  group  1  on  the  Mesabi  and 
Vermillion  ranges,  from  group  2  on  the  Cayune  range  and  group 
3  from  the  Gogebic  and  Menominee  ranges  will  become  90  cents 
to  Two  Harbors,  Duluth,  West  Superior,  Superior,  Ashland  and 
Kstanaba;  77  cents  from  group  4  on  the  Marquette  range,  to 
.Marquette  and  Presque  Isle;  and  66  cents  from  the  Ishpeming 
and  Negaunee  districts  to  Marquette  and  Presque  Isle. 

The  Commission  has  denied  the  motion  of  the  Central  of 
New  Jersey,  Empire  Steel  &  Iron  Company  and  others  (Traffic 
World,  June  10,  p.  1288)  to  vacate  its  order  of  suspension  in 
I.  and  S.  No.  1514.  It  assigned  no  reason  for  its  action,  which, 
however,  was  not  unexpected.  The  applicants  asked  for  the 
vacation  of  the  order  and  discontinuance  of  the  proceedings  to 
the  end  that  the  carriers  might  make  a  20  per  cent  reduction 
on  ex-lake  ore  and  a  28  per  cent  reduction  in  the  station-to- 
station  or  local  rates  of  the  trunk  lines,  on  ore  from  the  mines 
in  New  York.  New  Jersey  and  Pennsylvania. 

Denial  of  the  motion  leaves  the  contention  made  by  A.  H. 
Elder  that  in  suspending  reductions  the  Commission  assumed 
to  place  upon  the  carriers  a  burden  not  sanctioned  by  law,  to 
be  answered,  if  at  all.  In  the  report  on  the  suspension  proceed- 
ings. His  point  has  attracted  considerable  attention.  It  will 
be  of  significance  if  and  when  the  Commission  answers  that  it 
has  the  power  to  require  a  carrier,  on  protest  and  application 
for  suspension,  to  show  the  reduced  rates  proposed  by  it,  would 
not  unduly  prejudice  the  protestant.  In  this  case  the  protestant 
is  the  lake  furnace  Interest.  The  interior  furnace  Interest  con- 
lends  the  protesting  section  of  the  industry  has  no  interest  in 
the  rates  on  ex-lake  ore  because  it  does  not  pay  them,  and 
that  there  never  has  been  a  relationship  between  rates  on  Iron 
ore  and  the  rates  on  fuel,  either  coal  or  coke.  On  the  contrary, 
the  Commission,  years  ago,  condemned  the  efforts  of  the  car- 
riers to  show  there  was  a  relationship  between  the  rates  on 
raw  materials  to  furnace  points,  by  condemning  the  so-called 
assembly  cost  theory  of  making  rates  to  furnace  points.  From 
that  time,  the  interior  furnace  Interest  contends,  until  the  Com- 
mission issued  Its  press  notice  in  connection  with  the  order 
which  created  I.  and  S.  No.  1514,  no  one  thought  of  connecting 
ore  and  coal  rates.  The  railroads  thought  they  had  been  for- 
bidden to  do  so  years  before.  Therefore  they  refrained  and 
were  surprised  when  the  Commission,  In  the  press  notice,  linked 
them  together,  without  any  explanation  as  to  why  It  had  done 
so,  other  than  the  general  averment  that  failure  by  them  to 
make  reductions  on  fuel  placed  the  lake  front  furnaces  at  a 
disadvantage. 


FELTON  PREDICTS  CAR  SHORTAGE 

Serious  Inadequacy  of  railroad  facilities  In  the  United  States 
will  probably  result  from  the  Commission's  decision  to  reduce 
the  "reasonable"  return  on  the  value  of  the  railroads  from 
6  to  5*4  per  cent  annually,  according  to  S.  M.  Felton,  president 
of  the  Chicago  Great  Western,  and  chairman  of  the  western 
committee  on  public  relations  of  the  Association  of  Railway 
Kxccutlves.  Mr.  Felton  said  new  capital  was  urgently  needed 
by  the  roads  to  help  put  rolling  stock  and  rights  of  way  into 
shape  for  the  coming  business  revival. 

He  insisted  that  the  fact  that  higher  rates  were  not  re- 
sponsible for  the  business  depression  was  proved  by  the  general 
revival  which  was  well  on  its  way  a  month  or  more  before  the 
Commission  made  Its  general  rate  reduction.  In  part.  Mr.  Fel- 
ton said: 

i 

How  many  persons  realise  that  were  It  not  for  the  coal  strike  the 
railroads  would  now  he  handling  an  amount  of  traffic  almost  unprec- 
edented at  this  time  of  yearT  How  many  know  thnt  for  30  to  60  days 
previous  to  the  forthcoming  rate  reductions,  business  has  been  moving 
In  a  volume  larger  than  for  any  •  ;•(  1920?  Do  you  realize 

how  deeply  this  should  Impress  every  man  hen'.  Indeed,  every  man 
In  America?  Do  you  know  that  In  I  he  week  ended  May  27  the  car 
loadings,  exclusive  of  coal,  amounted  to  821.000  cars,  compared  with 
795.000.  which  Included  coal.  In  the  same  period  of  1921,  when  more 
than  twice  aa  murh  ronl  was  moving  as  Is  now? 

Why    do    I    dwell    on    this    point?      Ilecaiise    for    many    months.    In 

v  Imaginable  way.  the  railroad  managers  have  been  trying  to 
awaken  the  public  to  a  realization  that  traffic  would  soon  revive,  and 
that  the  railways  must  have  Increased  facilities  to  handle  It.  The 
railway  managers  b  'wolf,"  and  now  the  wolf  is  almost  here. 

For  months   railway  managers   have    tried    to   Impress  the    commercial 
and  Industrial  Interests  of  the  country  with  the  fact  that  If  rates  v 
reduced    without    a    corresponding    cut    In    wages,    the    largest    Item    In 
operating  expenses,    the    roads  would    be   nnnblc   to  provide   the   equip- 
ment  i  for  the    traffic  certain   to  lie   nil 

lint  the  demand  continued  for  lower  rates.  Few.  apparently,  paid 
any  attention  to  the  Miami  taken  by  the  managers,  notwithstanding 
!--ict  that  the  managers  never  at  any  time  bave  opposed  lower 
rates,  if  only  the  expenses  came  down  In  like  pioportlon.  Heads  of 
large  enterprises,  public  bodies  of  every  kind,  politicians,  candidates 
for  public  office,  every  one  hammered  the  rates.  Men  who  would 
have  considered  themselves  and  their  stockholders  meanly  treated. 
Indeed.  If  denied  at  least  10  per  cent  net.  found  It  Impossible  to  admit 
the  nutlet  "f  the  position  taken  by  the  railroads  In  insisting  upon  at 
least  S  per  cent.  Huxlness  has  largely  Ignored  up  to  the  present,  the 
(act  that  not  even  this  meagre  reward  has  been  realised  except  In 
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nd  this  only  at  the  expense  of  neglected  maln- 

1,-nime    of    wny    nn.l    .-qinpment.      The    record    hag    been    overlooked 

irWch.how*  that  in   1M1  thin  m-t  "'O'rn  as  reported  by  the  Commls- 

aamoualed  to  only   3.3  per  ci-nt  before  Interest.     The  railroads  in 

t.  according  to  the  latent  reports  from  Washington. 

rating  Income  In  April  at  nn  annual  rate  of  only  2.76  per 

,.n(     anil  in   M.uvli  i,t  an  annual   rat.-  of  4.12  per  cent.     So.  although 

it,,    ii.  i  i.|..  MiiniK  ini-oini-  showed  an  increase  over  1921.  the  expenses 

,.. nn.it., I  with  running  the  roads  were  still  so  high  that  it  was  Impos- 

/..•  anywhere  near  the  return  contemplated  in  the  trans- 

,n'ce  then  rates  have  been  ordered  cut  to  the  tune  of 

'".0    million    dollars    a    year— about    400    million,    if    we    include    the 

voluntary   r.  .Im-tions  on  agricultural  products  made  last  January,   as 

il  »iih  ihe  two  recent  reductions  in  wages  made  by  the  Labor 

Hoard  of  about  110  millions. 

It  goems  incomprehensible  that  a  country  like  this  should  so 
per»l«lrntly  refuse  to  face  the  real  issue;  that  the  great  question 
before  us  today  Is  not  railroad  rates,  nor  railroad  wages,  but  one  of 
adequate  transportation  facilities. 

How  an-  these  facilities  to  be  secured?  Certainly  in  no  other  way 
than  with  new  capital.  How  are  we  to  realize  better  service  and 
Increased  efficiency?  They  can  be  had  only  by  permitting  the  railway 
managements  to  function  as  those  of  other  business  concerns  do — to 
i-arn  enough  to  raise  adequate  amounts  of  capital  and  invest  them  in 
those  ways  that  will  do  the  most  good.  This  means  that  we  must 
protect  railroad  credit  by  assuring  a  fair  return,  uninterrupted  by 
drastic,  confusing  regulations  from  multifarious  sources;  by  stamping 
out  politics  In  railroad  affairs,  and  by  frowning  upon  every  attempt 
by  radical  elements  to  injure  railroad  properties. 

Th»>  situation  with  respect  to  freight  cars  is  really  alarming.  The 
ordinary  record  for  bad  order  cars  previous  to  the  period  of  govern- 
ment operation  was  about  6  per  cent.  Today  the  railroads  report 
nearly  IS  por  ci>nt  of  their  cars  in  bad  order.  The  actual  number  of 
these  bad  order  cars  May  1.  was  327,704,  three  times  the  pre-war 
record.  The  latest  reports  show  25.1  per  cent  of  the  locomotives  are 
In  bad  order,  as  compareS  with  about  10  per  cent  previous  to  govern- 
ment operation  of  the  roads. 

It  is  very  difficult  to  one  familiar  with  the  railway  situation  to 
comprehend  the  action  of  the  Commission  in  Its  opinion  in  the  recent 
rat.'  my.:  in  setting  5%  per  cent  as  the  so-called  "fair  return"  for  the 
railways  in  (he  future.  The  railways  have  not  succeeded  under  the 
existing  rates  in  earning  anywhere  near  the  6  per  cent  return  which 
the  Commission  two  years  ago  held  would  be  reasonable,  and  now 
their  rates  have  been  reduced  $400,000,000  a  year  with  wage  reductions 
of  only  $110,000.000.  and  the  railroads  are  told  they  may  be  permitted 
to  earn  only  5%  per  cent.  Whether  the  railways  can  earn  this  return 
nn  tho  new  rates  is  questionable.  Even  if  they  do,  how  can  anybody 
believe  It  will  be  sufficient  to  enable  them  to  raise  the  large  amounts 
of  new  capital  they  need? 

I  have  never  been  disposed  to  be  hypocritical,  particularly  with 
reference  to  our  federal  regulatory  authorities,  but  I  must  insist  upon 
the  justification  .1  feel  for  expressing  myself  as  emphatically  opposed 
to  the  situation  created  by  this  recent  action  of  the  Commission.  The 
transportation  act  declares  expressly  that  rates  shall  be  made  which 
will  yield  the  railways  an  adequate  net  return,  and  that  the  Com- 
mission must  flx  the  level  of  rates  to  produce  this  fair  return  on  the 
valuation  of  the  property  devoted  to  transportation.  This  valuation 
Is  fixed  by  the  Commission  itself,  not  by  the  railroads;  it  was  arrived 
at  through  painstaking  work  of  the  engineers  and  other  persons  em- 
ployed by  the  Commission.  If  it  is  a  fair  valuation  then  the  return 
on  it  to  which  the  Commission  has  said  the  roads  should  be  restricted 
Is  unfairly  low. 

It  has  been  said  that  the  Commission  felt  called  upon  to  so  reduce 
rates  as  to  "avoid  throttling  industry."  But  few  persons  seem  to 
have  observed  that  even  under  the  prevailing  rates  which  the  man- 
agers have  admitted  are  high,  business  activities  did  revive  enormor- 
mously  within  the  last  sixty  days,  and  not  only  in  those  industries 
which  provide  the  necessaries  of  life.  Motor  cars,  which  in  the  last 
analysis  must  be  classed  as  luxuries,  are  being  produced  in  larger 
volume  than  has  been  known  for  years.  One  company  reports  that 
in  May  its  sales  of  passenger  cars  have  swept  aside  all  previous 
records  in  its  history.  This  company  built  and  sold  23  per  cent  more 

senger  cars  In  May  than  in  April.  The  May  record  was  an  increase 
of  2  11  per  cent  over  the  same  month  a  year  ago. 

Exports  of  grain   in   1921   were   468  million   bushels;   in   1920   they 
were    324    million,    and   1919,    285    million   bushels.      These    exports   in 
il  were  larger  than  at  any  time  In  our  history,  and  they  went  for- 
ward with  rates  no  lower  than  those  now  in  effect. 

If  these  developments  had  occurred  after  railway  rates  were 
reduced,  many  persons  would  have  said  they  were  due  to  the 
•tlmulous  given  to  business  by  the  reductions  of  rates.  On  the  con- 
trary, they  have  occurred  long  before  the  reduction  of  rates  recently 
ordered  by  the  Commission,  which  does  not  go  into  effect  until  July 
1.  They  show  conclusively  that  railway  rates  have  not  been  prevent- 
ing a  revival  of  business.  They  also  demonstrate  that  we  are  in  the 
midst  of  a  revival  of  business  which,  when  the  coal  strike  is  over  and 
coal  begins  to  be  shipped  in  large  volume,  will  give  the  railways  a 
volume  of  traffic  to  handle  which  will  tax  their  facilities  to  the  limit 
In  fnct.  it  does  not  seem  at  all  Improbable  that  within  a  few  months 
we  «hall  find  the  railways  struggling  with  a  traffic  larger  than  they 
ran  handle.  I  need  not  tell  you  what  the  results  of  that  would  he. 
t  would  mean  restriction  of  the  production  and  commerce  of  the 
T'nlted  States  to  the  measure  of  the  traffic  which  the  railways  could 
handle.  Secretary  Hoover.  In  his  testimony  before  the  Commission 
estimated  that  every  great  congestion  of  traffic  due  to  inadequate 
railway  facilities  caused  the  country  losses  of  probably  one  billion 
dollars. 

In  these  circumstances,  business  men  should  be  thinking  much 
more  than  they  have  been  In  the  past  about  what  must  be  done  to 
enable  the  railways  to  get  ready  to  handle  the  commerce  of  the 
country.  ]  know  this  has  been  said  many  times  before,  but  it  must 
h«  said  again  and  again  until  business  men  are  awakened  to  the 
situation  confronting  them.  In  spite  of  the  reductions  In  rates 
recently  ordered  by  the  Commission,  there  Is  still  agitation  for  further 
parly  reductions  regardless  of  the  effects  upon  railway  earnings  The 
railways  recently  have  been  making  great  efforts  to  get  ready  to 
hnnrllo  a  largr-r  business.  For  example,  because  of  recent  Increases 
of  net  earnings,  nnd  In  anticipation  of  larger  net  earnings  In  future 
•'l.-rort  In  the  first  five  months  of  this  year  77.000  freight  cars 
—more  than  have  been  ordered  in  any  equal  period  for  a  long  time 
<  nnnot  continue  with  their  programs  of  improvements  and 
••xpnn»lon  unless  reasonably  assured  that  thev  will  be  given  an  onnor 
tnnlty  to  meet  thrlr  outstanding  capital  obligations  and  to  earn  In 
addition  a  return  upon  the  new  canltnl  which  they  should  continue 
Investing.  It  will  bo  worse  than  useless  for  business  men  to  comnlain 
Inter  because  they  cannot  get  sufficient  and  satisfactory  railwav 
•pnrlce  If  they  now  Insist  unon.  or  permit  to  he  carried  out,  a  t>ollc\ 
of  regulation  which  makes  the  rendering  of  such  service  Impossible. 

You  can  get  the  day's  important  traffic  news  every 
working:  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 


REPAIR  OF  BAD-ORDER  CARS 

The  National  Industrial  Traffic  League  has  sent  the  follow- 
ing letter  to  R.  H.  Aishton,  president  of  the  American  Railway 
Association: 

Business  Is  gradually  improving;  all  lines  are  showing  an  in- 
creased movement  of  tonnage,  except  coal.  The  coal  reserve  stocks 
are  being  used  up.  When  the  present  strike  is  over  there  will 
of  necessity  be  a  very  heavy  coal  movement. 

Commodity  prices  have  been  largely  deflated.  The  deflation  of 
railroad  labor  has  already  begun.  The  Railway  Labor  Board  has 
made  orders  reducing  the  wages  of  the  maintenance  of  way  em- 
ployes and  shop  men  and  affiliated  crafts.  Other  similar  orders  are 
expected  to  follow. 

It  Is  a  matter  of  common  knowledge  that  the  car  supply  has 
not  kept  pace  with  the  demands  of  commerce  for  approximately 
seven  years.  The  present  visible  car  surplus  is  being  absorbed; 
everything  indicates  that  the  improvement,  in  all  lines  of  business, 
already  quite  marked,  will  be  accelerated. 

In  view  of  all  this  we  respectfully  call  your  attention  to  the 
unusually  large  percentage  of  bad-order  equipment,  and  we  re- 
spectfully suggest  the  wisdom  of  the  railroads  putting-  on  large 
forces  immediately  to  repair  bad-order  cars  and  make  them  sei;v- 
iceable  for  the  needs  of  commerce.  Our  anxiety  that  business 
shall  not  be  retarded  for  want  of  transportation  facilities  is  our 
motive  in  bringing-  this  matter  to  your  attention  and  urging  you 
to  bring  it  to  the  attention  of  your  member  roads,  with  a  recom- 
mendation that  every  possible  effort  be  made  to  get  their  rolling 
stock  in  serviceable  condition. 

The  officers  of  the  League,  commenting  on  the  situation,  say: 

The  car  situation  should  be  given  immediate  and  preferred 
attention  until  every  available  car  is  made  serviceable.  With 
business  conditions  improving,  and  carloadings  increasing,  the 
present  percentage  of  bad-ord<;r  cars  should  be  of  as  grave  con- 
cern to  railroad  managements  as  it  is  to  shippers.  If  business 
suffers  during  the  next  few  months  because  of  an  insufficient  car 
supply,  with  several  hundred  thousand  cars  out  of  service  on  ac- 
count of  "bad  order,"  the  public  will  not  be  disposed  to  accept 
explanations  for  the  failure  of  the  railroads  to  get  ready  to 
handle  the  largely  increased  tonnage,  which  everything-  seems  to 
indicate  is  fast  approaching-. 

We  respectfully  recommend  that  our  members  bring:  this  sub- 
ject to  the  attention  of  railroad  managers  in  their  respective  com- 
munities, and  urge  upon  them  the  gravity  of  the  situation,  and 
the  importance  of  their  dealing  with  it  promptly  and  vigorously. 
They  should  be  given  to  understand  that  shippers  are  watching 
this  situation,  and  will  not  excuse  failure  on  their  part. 


REVENUE  TRAFFIC  STATISTICS 

Freight  revenue  totaled  $352,140,672  in  March  as  against 
$319,784.342  in  March,  1921,  and  $920.388.787  in  the  three  months 
ended  with  March  as  against  $926,310,360  in  the  same  period  of 
1921,  according  to  a  statement  by  the  Commission  on  revenue 
traffic  statistics  compiled  from  166  reports  representing  182 
steam  roads,  exclusive  of  switching  and  terminal  companies. 

Passenger  revenue  totaled  $80.495,133  in  March  as  against 
$97,268,419  in  March,  1921,  and  $237,806,737  in  the  three  months 
ended  with  March  as  against  $290,933,665  in  the  same  period 
of  1921. 

Freight  revenue  per  ton-mile  averaged  11.98  mills  in  March 
as  against  13.20  mills  in  March,  1921,  and  11.73  in  the  three 
months  as  against  12.68  in  the  1921  period. 

Revenue  tons  carried  totaled  154,164.000  in  March  as  against 
127,942,000  in  March,  1921,  and  403,425,000  in  the  three  months 
as  against  390,589,000  in  the  same  period  of  1921. 

Revenue  passengers  carried  numbered  80,909.000  in  March 
as  against  91,799,000  in  March,  1921,  and  235,740,000  in  the 
three  months  as  against  270,810,000  in  the  same  period  of  1921. 

Revenue  per  passenger  mile  averaged  3.105  cents  in  March 
as  against  3.169  in  March,  1921,  and  3.091  in  the  three  months 
as  against  3.121  in  the  same  period  of  1921. 


VIRGINIA  TERMINAL  AND  VIRGINIA   RAILWAY   BONDS 

The  Commission  has  authorized  the  Virginian  Terminal 
Railway  Company  to  issue  $909,000  of  5  per  cent  first  mortgage 
50-year  gold  bonds,  which  are  to  be  delivered  to  the  Virginian 
Railway  Company  in  reimbursement  of  advances  made  by  it 
to  the  terminal  company  for  additions  and  betterments.  The 
Virginian  Railway  Company,  which  owns  all  of  the  capital  stock, 
except  shares  qualifying  directors,  and  all  the  bonds  of  the 
terminal  company,  and  which  operates  the  terminal  properties, 
was  authorized  to  guarantee  the  bonds.  It  proposes  to  take 
the  bonds  and  pledge  them  with  the  Farmers  Loan  &  Trust 
Company  of  New  York,  to  procure  authentication  and  delivery 
of  $909,000  of  5  per  cent  first  mortgage  50-year  gold  bonds  to 
be  pledged  with  the  Director-General  of  Railroads  in  connection 
with  the  funding  of  the  company's  indebtedness  to  the  United 
States  for  additions  and  betterments  made  during  federal  con- 
trol. The  Commission  authorized  the  company  to  issue  those 
bonds. 


CRYSTAL   RIVER   R.   R.  SERVICE 

The  Crystal  River  &  San  Juan  Railroad  Company  has  ap- 
plied to  the  Commission  to  lease  and  operate  the  railroad  line 
of  the  Crystal  River  Railroad  Company  in  Colorado  and  to  re- 
establish service  on  its  own  line.  The  company  said  its  line 
was  originally  built  to  handle  the  products  of  the  Colorado 
Yule  Marble  Company  at  Marble,  Colo.  The  marble  plant  was 
shut  down  during  the  war,  having  been  adjudged  non-essential. 
The  owners  of  the  plant  have  prepared  to  reopen  it  and  there- 
fore the  railroad  wishes  to  resume  operations. 
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MEETING   OF   STATION   AGENTS 

When  Chairman  Gilmore,  of  the  Freight  Station  Section, 
Operating  Division,  of  the  American  Railway  Association,  calls 
to  order  the  second  annual  session  of  that  organization,  at  the 
Bellevue-Stratford  Hotel,  Philadelphia,  at  10  o'clock  next  Tues- 
day morning,  he  will  face  a  hall  full  of  delegates  who  have 

been  meeting  thus 
for  35  years;  for, 
although  it  is  only 
the  second  time 
the  section  has 
met,  the  Amer- 
ican Association 
of  Freight  Agents 
had  passed  its  33d 
birthday  when  It 
became  a  part  of 
the  A.  R.  A. 
Several  hundred 
agents  are  ex- 
pected to  be  pres- 
ent, a  large  num- 
ber of  whom  will 
arrive  on  a  special 
train  that  leaves 
Chicago  the  day 
before  the  meet- 
Ing. 

The  Philadel- 
phia meeting 
promises  to  be 
fully  as  Interest- 
Ing  an  any  here- 
tofore held.  The 
organization  of 
the  section  Is 
unique,  for,  while 
1U  chief  objects 
are  the  dlscus- 
j.  c.  OILMORE  slon  and  adjust - 

Chairman  ment  of  problems 

pertaining  espe- 
cially to  freight  station  operation,  the  (cope  of  these  discussions 
Is  broadened  and  their  value  enhanced  by  the  policy  of  assign- 
ing certain  subjects  to  sectional  committees  for  Investigation. 
Papers  are  then  submitted  to  the  meeting,  full  and  free  discus- 
sion had.  and  recommendations  as  to  action  or  further  investi- 
gation made. 

The  subjects  of  some  of   these  topics   and   a  preliminary 

perusal  of  some 
»f  the  papers  to 
be  submitted 
prove  the  asser- 
tion that  the 
Philadelphia  meet- 
Ing  will  surpass 
in  Interest  any 
yet  held.  Among 
the  most  Interest- 
Ing  are  the  papers 
of  the  Omaha  and 
St.  Louis  local 
organizations  per- 
taining to  th« 
standardization  of 
Mils  of  lading, 
especially  In  re- 
gard to  the  desig- 
nation of  delivery 
on  "order"  bills; 
the  New  York 
and  Chicago 
papers  on  the 
Identification  of 
drivers  at  freight 
stations;  the  New 
Orleans  and  Chi- 
cago papers  dis- 
cussing the  ship- 
ping of  perish- 
ables; and  the 
Cleveland  paper 
concerning  the 
definition  of  the 
terms  "diversion" 

and  "rwonslgnment."     The  following  Is  A  complete  list  of  the 
topics  In  the  order  In  which  they  will  come  before  the  meeting: 


H.    W.    MAYNARD,    JR. 
Second    Vice-Chairman 


C.    M     TESCHEMACHER 

First  Vice- Chairman 


•    tvplr 


and     Waybill* 


Weighing    l-"«    I'arloml    Freight.      Kan«a»    City 
>    l,.iarlin«   and   Card- 
l.«mlo  topic  No. 
All  i:m.«  of  Lading 
overlng    Shipment*    Con*li(ned    "To    Order."    Shall 


Bear  One  of  the  Following  Notations  as  Directed  by  Shippers: 
"Inspection  Not  Permitted"  or  "Allow  Inspection."  Baltimore  topic. 
Payment  of  Claims  by  Carriers  for  Concealed  Loss  and  Damage. 
Philadelphia  topic.  Freight  Claim  Prevention.  St.  Louis  topic  No. 
1.  Issuing  and  Accomplishing  Bills  of  Lading.  Mobile  topic.  Con- 
centrated Effort  and  Reciprocity  as  an  Aid  to  Greater  Efficiency. 
Cleveland  topic.  The  Inclusion  of  Carload  Freight  Billed  to  "Or- 
der" In  the  Definition  of  Term  "Diversion"  or  "Reconslernment" 
In  the  Tariff  Governing  Reconslgnment  of  Freight.  New  York 
City  topic.  Should 
Not  Some  Uniform 
System  Be  Adopt- 
ed In  the  Larger 
Cities  Throughout 
the  United  States 
to  Prevent  Ship- 
ments Being;  De- 
livered to  Dis- 
honest People  by 
Means  of  Fraudu- 
lent Documents  or 
Forged  Orders? 
I'hicago  topic.  The 
Identification  of 
Drivers  at  Freight 
Stations.  New  Or- 
lean*  topic.  No.  S. 
Handling  Perish- 
able Freight.  Ven- 
Refrlger- 


tllatlon. 

a  t  I  o  n.  Chicago 
topic.  Proper 
Handling  of  i'-i- 
Ixhable  Freight 
Requiring:  Refrig- 
eration or  Venti- 
lation In  the  Sum- 
mer and  Protec- 
tion from  Freei- 
ing  In  Winter. 
New  Orlenn*  topic 
No.  1.  Checking 
Content*  of  Car- 
load Shipments  of 
I'ackairc  Freight 
Delivered  f  r  ..  in 
Team  Track.  Mil- 
waukee topic. 
kin*  «'ars 
Loaded  or  Unload- 
ed on  Public  Team 
Tracks.  Indian- 
apolis t  »p  I  c. 
Standard  by  Which 
Proper  Analyuls  of 
Freight  Office  and 
Freight  House  Op- 
eration Can  Be 

Analysed  and  Compared.  Kantian  City  topic  No.  2.  Plan  of  Kansas 
City  Over  and  Short  Bureau  and  Itx  Operation.  Furl  \Vi.ith  l..|>i< 
No.  1.  "Hundred  Series"  leading  Scheme.  Fort  Worth  topic  No. 

2.  Sealing    Packag-ea   After    Ii,,      .  ing. 

Program    of    Meeting 

The  program  of  the  meeting,  which,  it  is  expected,  will  last 
three  days.  Is  as  follows: 

I.   Registration    of 

Representative*. 
Z.    Appointing: 

Cominltt< 
<lentlals. 

3.  Minute*   of 

••us  Meet- 
ing. 

4.  Report  of  Chair- 
man. 

-ports  of  Com- 
mittees, 
(a)   Arrange- 
ment*. 

Mrertlon. 
Operating. 
.    Station 
raffle. 

(•)   Station 
Settlements. 

(f)  Freight 
Station  Rule*. 

(g)  Special 
Committees, 
(h)   Topic*. 

6.  Unfinished  Busi- 
ness. 

7.  New  Business. 

(a)  Conven- 
tion   Topics. 

8.  Election    of   Of- 
ficer*. 

(a)  Chairman. 

(b)  Flr*t  Vlce- 
<  h»lrman. 

(c)  Second 

Chairman. 
<d)  Commit!.. 
of  Direction 
(seven  mem- 
bers). 

(e)  Commit!-. • 
on  Nomina- 
tions. 

9.  Place  and  Time 
of    Next    Meet- 
ing. 

10.  Adjournm 

The  officers  and  the  members  of  the  committees  of  the  sec- 
tion are  as  follows: 

.1    '•    'illmore.  chairman;  c.   M.  To.«chemftchcr.  flr»t   vice-chair- 
man.    H      w     Maynard.    Jr..    *ecc,n.l    vi,  .chairman:     It.    n     u 
secretary. 


me 

•••: 

Tr 


R.  O.  WELLS 
Secretary 
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,:-  « 

•in,.,    at;.  MI.    Pennsylvania    System.    lialtimore     Md       J  - 
i    uont    «-hicuKo.   llurlliigton  A:  gulncy,  Omaha.  Neb.. 
V    1     K."mp    Ki-neY.il   agent.   Stock    Y.ml«    District  Agency.  Chicago. 
K    Fl'sh   aKe.t.  Baltimore  >v  ..hi...  Cincinnati.  Ohio;  C.  Treat 
SDtf'ar    aK*n  :     CM.  .m  .     SI      Paul.    Minneapolis    &   Omaha.    St.    Paul. 
Sfinn;     Frank     L,...Khlin.    nu-nt.     Brie    Kallroad.    Cleveland     Ohio: 
J     Coffcv     an.  nt.    Southern    Hallway.    K.ist    St.   Louis.    111..   J.    K. 
Sltchcock.  agent.  Atehlson.  Topcka  -V  Santa   I->.  Kan«a.  City  .Mo 
U  J.  Hrlnkman,  general  agent,  Michigan  Central  Railroad,  u 

M"'l!-ommittee  on  Nominations:     O.  B.  Ingersoll,  chairman.  agent. 

- 


•';.  SSwnln*   chairman    super- 

v1.or  oTTtations.  Cleveland    Cincinnati.  Chicago  &  St.  Louis    Indi- 
anapolis. Iml.:   K    K.   l.amberj..i..  assistant  general  manager    South 
era  Pacific  Sfumshh  -  ans.  La.:  C.  G.  \Valker,  agent. 

^Ut^™mU?eeW^8tiuon'rSfflc:   ...   H.   Rogers,   chairman    agent. 
Iroad.    Brooklyn.  N.   Y.:   1..   II.   CMwelL   agent    Chi- 
cago  tir.at    Western.    Minneapolis.    Minn.:    J.    H.    Mahoney,    agent. 
Chicago  &  North   Western.    l>.-s   .M..III.-S.    l>'w;a. 

mmltl  .....  i.    Station    Settlements:   .  E.   J.    McDonald     chair- 
man.   agent.    Wabash    Kailroud.    St.     Louis     Mo.:    W.    R      Pittman. 
ai;..|it.    Atlantic  Coast   Lin.-.   .la.-ksonville,   Fla.:   Leslie   Ellis,   agent, 
chmond.    FredericksbuiR    *     Potomac.    Richmond,    Va. 

Committee  on  Kreighl  station  Rules:  W,  W  Alexander, 
chairman,  ag.-nt.  Louisville  &  Nashville  CincinnaU  Ohio:  D. 
Mulr.-in.  agent.  Northern  Pacific.  Minneapolis.  Minn.;  C.  T.  Seller. 
gent  Illinois  <vntral»  New  Orleans.  La.;  W.  E.  Westmgton,  agent, 
southern  Pacirtc.  s.-.n  Francisco.  Cal.:  B.  R.  Brenan,  agent,  Cleve- 
land. Cincinnati.  Chicago  &  St.  Louis.  Cleveland.  Ohio 

c..mmittec  on  Topics:  C.  W.  Loomis,  chairman,  agent,  Burling- 
ton &  Qulncy.  Denver.  Colo.:  H.  H.  o'Halloran  agent.  Union  Pa- 
.•irtY.  Omaha.  Neb.;  O.  SI.  Hulllnger,  agent,  Michigan  Central,  Chi- 

""'.•oinmittce   on   Annual    Meeting   Arrangements,    C    L    Thomp- 


.     .  .  ,  .  ,  , 

Lamberton.  assistant  general  manager.  Southern  Pacific  Steam- 
ship Co..  New  Orleans,  La.:  H.  W.  Maynard,  Jr.,  agent.  Central 
Railroad  of  New  Jersey.  New  York  City,  N.  Y.;  C.  Treat  Spear. 
agent,  Chicago,  St.  Paul,  Minneapolis  &  Omaha,  St.  Paul,  Minn.; 
L.  J  Brlnkman,  general  agent.  Michigan  Central,  Detroit,  Mich.; 
J.  L.  Harrington,  agent,  Chicago,  Burlington  &  Quincy,  Omaha, 

Special  Committee  on  Uniform  Freight  Bill  and  Uniform  Way- 
bill- J  L  Harrington,  chairman,  agent,  Chicago,  Burlington  & 
Qulncy.  Omaha.  Neb.:  C.  Treat  Spear,  agent.  Chicago,  St.  Paul, 
Minneapolis  &  Omaha,  St.  Paul,  Minn.;  R.  O.  Wells,  agent,  Illinois 
c.-ntral.  Chicago,  111. 

General  Committee:  C.  M.  Teschemacher,  general  agent,  Chi- 
cago &  Alton.  Chicago,  111.;  C.  E.  Cochrane,  agent,  Pennsylvania 
System.  Baltimore.  Md. 

M.-mber  of  Advisory  Council,  American  Railway  Association: 
J.  C.  Gilmore,  agent,  Pennsylvania  System,  Philadelphia,  Penn. 

Organization  Is  Thirty-five  Years  Old 

The  birth  of  the  national  organization  of  freight  agents 
dates  back  to  June,  1888,  when  twenty  freight  agents  from  St. 
Louis  journeyed  to  Chicago  to  talk  things  over  with  agents  in 
that  city.  The  idea  was  born  at  that  time,  and  the  National 
Association  of  Freight  Agents  was  formed  at  a  meeting  in  St. 
Uuif.s,  in  October  of  the  same  year,  with  delegates  from  ten 
cities,  "The  Original  Ten,"  present.  Thirteen  years  later,  at 
the  annual  meeting  in  Denver,  the  name  of  the  organization 
was  changed  to  the  American  Association  of  Freight  Agents, 
and  provisions  made  for  the  admission  of  Canadian  and  Mexican 
local  associations.  The  proposal  to  become  a  part  of  the 
American  Railway  Association  was  broached  at  the  Cleveland 
meeting,  in  1919.  and  the  association  was  taken  over,  under 
the  name  of  Freight  Station  Section,  Operating  Division,  in  De- 
cember, 1920. 

So  far  as  the  original  objects  of  the  organization  are  con- 
cerned—namely, the  promotion  of  good-fellowship  among  freight 
station  agents,  the  standardization  of  freight  station  methods 
and  the  investigation  of  national  'questions  affecting  the  handling 
of  freight  by  the  carriers  and  the  shippers  —  these  objects  have 
been  preserved  and  the  organization  remains  the  same  in  ideals 
today  as  it  was  35  years  ago,  when  twenty  St.  Louis  agents 
.nought  the  aid  and  advice  of  their  Chicago  brethren.  The  prin- 
cipal change  has  been  in  size,  for  the  lusty  youngster  has  grown 
into  a  still  lustier  youth,  the  membership  now  being  about  1,300. 
At  the  Chicago  meeting,  last  year,  79  railroads  and  76  local 
organizations  were  represented. 

The  aspirations  of  the  association  for  the  future  are  strik- 
ingly set  forth,  by  the  Mobile  Association,  in  a  paper  prepared 
for  tin-  iinpi-ndlnK  meeting.  After  making  several  recommenda- 
tions as  to  how  the  work  of  the  section  can  be  carried  on  more 
expeditlouHly  and  more  effectively,  the  paper  concludes: 

The    inihoiuls   today   need   concentrated   effort   and   reciprocity. 

It    will    Hubstinitc    eillclency    for    Inefficiency,    Interest    for   indlffer- 

I.   will  Invade  the  farthest  cm  n.  is  of  the  railway  world  with 

the  rich  and  varied  products  of  Its  genius  and  give  to  the  owners 

of  American   rail.  hundred   per  cent  dividends. 

Our  future  depend!  on  ideals  and  hopes  which  lure  us  on  more 
than  anything  else.  \Ve  must  attack  with  new  vigor  the  prob- 
lem.' of  transportation,  we  must  strive  to  maintain  equal  oppor- 
tunities with  others  for  betterment  of  the  service.  Any  line  of 
action  which  fails  i»  'develop  our  alms  and  ambitions,  and  to  pro- 
vide djrnamll  mnot  en.  lure. 


And  now  In  the  fullness  of  years  of  experience,  realizing  our 
long  struggle  for  recognition  of  the  American  Railway  Associa- 
tion and  appreciating  our  present  position  as  a  part  of  that  great 
mdv  and  in  the  lAt  of  thorough  study  and  knowledge  of  the 
Teat  work  before  us  this  message  is  extended  to  the  worker.  ,,, 
the  Freight  Station  Section  in  the  hope  that  that  concentrated 
effort  an§  reciprocity  on  our  part  will  open  the  chambers  of  op- 
jurtuntty  and  allow  a  flow  of  talent  and  ambition  trom  the 
humblest  to  the  mightiest;  for  that  is  the  pur.fying  current  in 
a  great  cause. 

SETTLEMENTS   WITH    CARRIERS 

The  Railroad  Administration  reports  the  following  final  set- 
tlements and  has  paid  out  to  the  several  roads  the  following 
amounts:  Toledo,  Peoria  &  Western  Railway  Company,  $325,- 
000-  Central  Union  Depot  &  Railway  Company  of  Cincinnati, 
$25000;  York  Harbor  &  Beach  Railroad  Company,  $50,000.  The 
Chicago,  Rock  Island  &  Pacific  Railway  Company  paid  Director- 
General,  $2,500,000. 

The  Commission  has  certified  to  the  Secretary  of  the  T  reas- 
ury   that'  the   following   amounts   are   payable   to   the   railroad 
named  under  section  209   (guaranty)   of  the  transportation  act: 
Apalachicola  Northern,  $14,802.29;    Flint  River  &  Northeastern, 
$1,238.91;  Waterville  Railway  Co.,  $938.59. 

'inder  section  204  (reimbursement  of  deficits)  the  Commis- 
sion certified  the  following  amounts  as  payable  to  the  railroads 
named-  Arizona  &  Swansea,  $15,296.34;  Bullfrog  Goldfield, 
$15,144.79;  Apalachicola  Northern,  $3,763.97;  Raquette  Lake 
Railway  $9,717.82;  United  Verde  &  Pacific,  $34,535.15,  Leetonia 
Railway  Co.,  $44,831.32,  Silverton  Northern,  $20,845.16. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $17,456.32  is  due  the  Ventura  County  Railway  Company 
of  California  in  reimbursement  of  its  deficit  during  federal 
control. 

The  Commission  has  certified  to  the  Secretary  of  the  Treas- 
ury that  $6,105.81  will  make  good  the  guaranty  to  the  Paris  &  Mt. 
Pleasant  Railroad  Co.  The  total  found  due  the  carrier  is  $81,- 
105.81,  the  difference  having  been  advanced.  The  Commission 
also  certified  that  $691,408.32  is  due  the  El  Paso  &  Southwestern 
Co.  in  final  settlement.  Under  section  204  (reimbursement  of 
deficits)  to  Commission  has  certified  that  $63,322.30  is  payable  to 
the  Ocean  Shore  Railroad  Co.,  $1,748.47  to  the  Paris  &  Mt.  Pleas- 
ant, $2,730.98  to  the  Lawndale  Railway  &  Industrial  Co.,  and 
$727.46  to  the  Jefferson  &  Northwestern  Railway  Co. 

BIG  FOUR  TO  SHORTEN  LINE 

The  application  of  the  Cleveland,  Cincinnati,  Chicago  &  St. 
Louis  Railway  Company,  for  authority  to  construct  a  cut-off 
extending  from  a  point  on  the  Cincinnati  division  at  or  near 
mile  post  111  in  Brown  township,  Delaware  County,  Ohio,  in 
a  northerly  direction  to  a  connection  with  the  main  line  track 
at  or  near  mile  post  117  in  Berlin  township,  a  distance  of  ap- 
proximately 3%  miles,  has  been  approved  by  the  Commission. 
Explaining  the  reason  for  the  new  construction,  the  Commission 
said: 

The  proposed  line  will  shorten  the  distance  for  the  movement  of 
through  traffic  between  Cincinnati  and  Cleveland  and  intermediate 
points  by  approximately  three  miles.  It  will  also  avoid  fulling  and 
rising  grades  of  86  feet  and  a  curvature  of  137  degrees  on  the  existing 
line  in  the  valley  of  the  Olentangy  River.  It  is  stated  that  the  maxi- 
mum grade  on  the  line  between  Columbus,  Ohio,  and  Gallon.  Ohio, 
will  be  reduced  from  eight-tenths  of  1  per  cent  to  three-tenths  of  1 
per  cent  for  all  trains  using  the  new  line,  and  that  passenger  trains 
will  save  from  five  to  six  minutes  and  freight  trains  from  20  to  3i 
minutes  as  compared  with  the  time  required  for  traveling  the  pres- 
ent route. 

No  stations  will  be  established  on  the  proposed  line,  and  none  on 
the  present  line  will  be  discontinued.  The  industries  in  the  surround- 
ing territory  will  continue  to  be  served  by  the  applicant  through  its 
existing  facilities  at  Delaware. 

The  applicant  estimates  that   the  proposed  line  will   cost   $1.6,700 
and  that  its  construction  will  effect  a  saving  of  $57,000  a  year  in  oper- 
ating expenses,   based   upon  the  volume  of  business  of  October,   1! 
It  is  proposed  to  finance  the  cost  of  construction  from  revenues. 

EX  PARTE  NO.  80  AWARDS 

John  F.  Finerty,  assistant  general  counsel,  division  of  law, 
U.  S.  Railroad  Administration,  in  a  letter  to  the  editor  of  The 
Traffic  World,  says: 

"In  order  to  avoid  misunderstanding,  the  Director-General 
has  authorized  me  to  state  that  he  will  comply  with  such  awards 
of  the  Commission  involving  the  Ex  Parte  80  question  as  had 
been  made  at  the  time  that  question  was  submitted  to  the 
Commission — that  is,  October  6,  1921.  As  to  awards  made  sub- 
sequent to  that  date,  the  Director-General  reserves  the  right  to 
refuse  compliance  with  particular  awards,  depending  upon  the 
record  in  the  particular  case." 


ABANDONMENT  OF  E.  &  L.  S.  BRANCH  LINE 
The  Escanaba  &  Lake  Superior  Railroad  Company  has  ob- 
tained from  the  Commission  a  certificate  of  public  convenience 
and  necessity  permitting  abandonment,  as  to  interstate  and  for- 
eign commerce,  of  6.1  miles  of  the  Northland  branch  in  Mar 
quette  and  Dickinson  counties,  Michigan.  The  line  was  built 
to  haul  forest  products,  the  supply  of  which  has  been  exhausted. 
No  protest  was  received  against  the  proposed  abandonment. 
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outside  San  Francisco  Bay.  July  9,  on  the  steamer  Harvard. 
The  boat  will  leave  the  dock  early  in  the  afternoon.  Dinner 
will  be  served  on  board,  a  minstrel  show  presented,  and  provi- 
sions for  dancing  have  been  made. 


D.  E.  Russell  has  been  appointed  district  traffic  manager  for 
the  Lehigh  Portland  Cement  Company  at  New  Castle.  Pa. 

The  Lake  Erie  &  Western  has  announced  the  following  ap- 
pointments: G.  H.  McHugh.  division  freight  and  passenger  agent, 
Peoria.  111.;  C.  R.  Strickler.  R.  F.  Waughop  and  H.  W.  Wittman, 
freight  representatives.  Peoria:  W.  A  Angrick.  commercial 
agent,  Kokomo.  Ind.;  H.  C.  Fisher,  division  freight  and  passenger 
agent.  Sandusky.  Ohio;  E.  C.  Wolfe,  freight  representative.  San- 
dusky:  C.  B.  Craig,  traffic  representative.  Fort  Wayne.  Ind.: 
•.  Ilayler.  commercial  agent.  Muncie.  Ind.:  T.  J.  Faulconer. 
district  freight  agent.  Pittsburgh;  A.  C.  McKlnley.  district  freiKiit 
agent.  Chicago:  R.  T.  Abbott  and  C.  J.  Peterson,  freight  repre- 
sentatives. Chicago;  J.  K.  Leigh,  district  freight  agent,  Min- 
neapolis. Minn.:  W.  n.  Robblns,  district  freight  agent.  IVioit. 
Mich  :  P.  L.  Holtx.  district  freight  agent.  St.  I,ouis:  A  K  \\.-aver. 
freight  representative.  St.  Louis;  W.  A.  McGowan,  district  freight 
agent.  Kansas  City.  Mo. 

Leslie  Lacrolx.  formerly  with  the  Illinois  Agricultural  As- 
sociation, at  Chicago,  has  been  appointed  traffic  manager  for  the 
Kvanrville.  Ind..  Chamber  of  Commerce. 

i'  n.  Bachrodt  has  been  appointed  traveling  freight  agent 
and  A.  A.  Anderson  freight  traffic  representative  for  the  Ala- 
bama A  Vicksburg  and  the  Vlcksburg,  Shreveport  £  Pacific,  at 
Chicago. 

Tli.-  Pittsburgh  *  West  Virginia  and  the  West  Side  Bolt 
roads  have  appointed  C.  A.  Howe  purchasing  agent,  and  D  U  . 
Summerfleld  real  estate  and  freight  claim  agent,  at  Plttsbu 

D.  A.  Little  has  been  appointed  freight  claim  agent  for  the 
C.  It  trceedlng  H.  C.  Howe,  who  died. 

F.  D.  Hammer,  assistant  general  passenger  agent  for  the 
Wabaih  Railway,  has  been  transferred  from  St.  Ix.uls  to  FViroit. 
I.  A.  Goodrich  baa  been  appointed  traffic  manager  for  the 
Grand  Rapids,  Grand  Haven  A  Muskegon  Railway,  at  Grand 
Rapids.  8.  L.  Vaughan.  vice-president  of  that  line,  has.  In  addi- 
tion, been  appointed  general  manager. 

8.  A.  Campbell  has  been  appointed  division  freight  nu-nt 
for  the  Norfolk  *  Western,  at  Roanoke.  Va..  succeeding  F.  \v. 
Jones,  who  was  promoted. 

Charles  Van  Overbeke.  for  4«  years  an  employe  of  the 
Standard  oil  Company,  of  Kentucky,  and  for  the  last  25  years 
traffic  manager  for  that  company,  at  Louisville,  will  retire,  volun 
tartly.  July  1.  Mr.  Overbeke  Is  widely  known  as  one  of  the  tx-st 
posted  oil  traffic  men  In  the  country  and  has  built  up  an  enviable 
•«t Ion  for  fairness  and  courtesy.  He  will  be  succeeded  by 
A.  M.  Stephens,  present  assistant  traffic  manager. 

J.  E.  Westerfleld  has  been  appointed  traveling  passenger 
agent  for  the  Great  Northern,  at  Cincinnati. 

J.  A.  Sullivan  has  been  appointed  assistant  general  freight 
agent  for  the  Wabanh  Railway,  at  Detroit. 

W    H.  Qulgg.  traffic  assistant  of  the  Railroad  Administra- 
tion, has  been  assigned  to  duty  with  the  Federal  Traffic  Board. 
In  a  similar  capacity,  to  handle  traffic  problems  arising  In  con- 
on   with  the  work  of  the  board.     The  board  Is  seeking  in 
•  llnate  the  traffic  affairs  of  the  executive  departments  and 
establishments  of  the  United  States  government   in   their  rela- 
wllh   the  carriers.     More  plainly  stated,  the  board   is  en 
deavoring  to  make  the  government,  as  a  shipper,  show  the  good 
sense   that    successful    business   establishments    must    show    In 
'he  handling  of  their  transportation  problems,  through  the  em- 
ployment of  traffic  managers  and  competent  assistants. 

Mr.  Qulgg  has  had  long  experience  In  rale,  tariff  and  classi- 
fication work,  and   the  solicitation  of  freight,  as  a  traffic  officer 
in    the  southeast   and   southwest.     He   also   had   solicitation   ex- 
in   eastern   trunk   line   and   central   freight   association 
•ories   and   was    a     member   of   the    1'nlform    Classification 
••.    at    Chicago,    for   several    years.     Just    prior    to    his 
n   with   the  Railroad  Administration,  he  was  secretary 
'"•    traffic    division    of    the    American    Railway    Association, 
division,   during  federal   control,  acted   for   Director  Cham- 
tiead   of   the   traffic   part   of   the    Railroad   Administration. 
•t   C.   Wright,  assistant   traffic  director,  being  chairman  of 
the   traffic  division   of   the   railway  association. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  second  annual  outing  of  the  Miami  Valley  Traffic  Club 
will  lake  place  at  the  Community  Country  Club,  Dayton.  O.. 
J'""1  -  '"If  tournament,  a  baseball  game  between  shippers 

and  carriers,  and  many  other  events  are  on  the  program.     Sup 
per  will  be  served. 

ibers  of  the  Shippers'  Conference  of  Greater  New  York 
wrrr   K'I-  'tnshlp  Company  at   a  luncheon 

on  board  th-  Aquitanla.  June  12      Following  the  luncheon,  many 
of  the  traffic  men  made  a  tour  of  Inspection  of  the  ship. 

Members  of  the  Pacific  Traffic  Association  will  take  a  cruise 


The  Traffic  Club  of  New  York  will  pive  an  outing  at  the 
Hackensack  Golf  Club.  Hackensack.  N.  J..  June  21.  Golf  and 
tennis  are  the  principal  sports  on  the  program.  Dinner  will  be 
served  and  there  will  be  a  dance  in  the  evening. 


At  the  dinner  and  meeting  of  the  Traffic  Club  of  Pittsburgh, 
at  the  Fort  Pitt  Hotel,  June  12,  the  following  officers  were 
elected:  C.  C.  McCarthy,  general  agent  of  the  Missouri  &  Pa- 
cific Railroad,  president;  A.  R.  Kennedy,  traffic  manager  of  the 
Pittsburgh  Steel  Company,  first  vice-president;  W.  J.  Gemelner, 
commercial  agent  of  the  Delaware,  Lackawanna  &  Western, 
second  vice-president;  W.  F.  Morris.  Jr..  general  (raffle  man- 
ager of  the  Wlerton  Steel  Company,  third  vice-president;  E.  A. 
Il>nes,  general  agent  of  the  Chicago  &  Alton,  secretary;  J.  F. 
I'onstans.  general  agent  of  the  Chicago,  Peoria  &  St.  Louis, 
treasurer;  board  of  governors  for  the  railroad  division:  J.  D. 
Carter,  general  agent  of  the  Union  Pacific;  H.  H.  Gray,  district 
freight  agent  of  the  Pennsylvania  system;  E.  C.  Morgan,  district 
freight  .agent  of  the  Southern  Railway,  and  F.  T.  Sladden,  assist- 
ant general  freight  agent  of  the  Pittsburgh  &  Lake  Erie;  in- 
dustrial governor.  R.  E.  Cook,  traffic  manager  of  the  H.  J.  Heinz 
Company. 


W.  Haywood,  general  freight  agent  for  the  Illinois  Central, 
at  Chicago,  spoke  on  "Service  as  Applied  to  Modern  Railroads" 
at  the  meeting  of  the  Transportation  Club  of  Decatur,  III.,  held 
at  the  Y.  M.  '  \.  June  S.  Dr.  C.  R.  Scovllle  preceded  Mr. 
Haywood,  with  a  travel  talk. 


President  Banham  of  the  Associated  Traffic  Clubs  of  Amer- 
ica reports  that  the  following  traffic  clubs  have  made  formal 
application  for  membership  In  the  national  organization:  Traffic 
Club  of  New  York.  Traffic  Managers'  Club  of  Brooklyn  Cham- 
ber of  Commerce.  Milwaukee  Traffic  Club,  the  Houston  Traffic 
Club.  Kim  Ira  Chamber  of  Commerce.  Transportation  Club  of 
Tulsa.  Traffic  Club  of  Kansas  City.  Truffle  Club  of  Wichita, 
the  Traffic  Club  of  Philadelphia.  Tralllo  Club  of  St.  Louis,  Traffic 
Club  of  Baltimore,  Traffic  Club  of  Erie,  Transportation  Club 
i>f  Decatur,  the  York  Traffic  Club,  the  Traffic  Club  of  Newark. 
The  work  of  enrolling  member  clubs  is  slow  because  of  tin 


The  dual-valve  engine  and 
worm-gear  drive  have  done 
more  to  establish  confidence 
in  the  performance  of  trucks 
than  any  other  features 
which  the  industry  has  de- 
veloped. 


Pierce -Arrow 

TRUCKS 


The  Fierce-Arrow  Motor  Car  Company 
Buffalo,  New  York 

2-ton  $3200      3J-ton  $4350     5-ton  $4850    fully  equipped 
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routine  ni-nimary  to  R«'t  approval  of  the  members  of  individual 
rlubn.  t'Ut  Mr.  It.  mli.  mi  reports  that  he  is  meeting  with  prac- 
tically no  diKcouragement  and  that  prospects  are  good  for  a 
working  organization  by  next  fall. 


The  Michigan  Railway  Outing  Club  is  to  resume  the  prac- 
Klvlng  outings,  abandoned  during  the  war.     The  first  will 
.iwa  Beach.  Mich.,  June  29.    Baseball,  golf  and 
other  sports  are  on  the  program. 

A  JOB  FOR  THE  TRAFFIC  CLUBS 

The  dissemination,  under  the  guise  of  information,  of  in- 
accurate ideas  about  the  railroads,  by  magazine  and  newspaper 
writrrs  of  a  certain  class,  and  the  tendency  of  the  public  to  accept 
false  accusations  against  the  carriers,  simply  because  "someone 
said  so."  is  one  of  the  greatest  evils  the  railroads  and  those 
who  use  them  have  to  contend  with,  according  to  F.  E.  Scott,  of 
the  Southern  Pacific,  who  spoke  at  a  meeting  of  the  Akron,  O., 
Traffic  Club,  June  16.  The  newly  organized  Associated  Traffic 
Clubs  of  America  can  do  much  to  counteract  this  misguided 
propaganda,  he  said. 

Touching  on  the  question  of  railroad  regulation,  Mr.  Scott 
said  he  was  not  opposed  to  it  as  such,  but  that  any  business 
except  one  so  necessary  and  so  strongly  financed  and  well  man- 
aged would  have  succumbed,  long  since,  under  a  weight  of 
••SB  and  hampering  regulation  such  as  the  carriers  have 
boon  bearing  for  the*last  decade.  The  decision  of  the  Commis- 
sion in  the  reduced  rates  case  of  1922,  he  said,  was  tolerable 
only  in  so  far  as  it  might  stabilize  general  business  conditions. 
He  said  It  was  beyond  his  power  to  understand  how  the  Com- 
mission could  cut  10  per  cent  from  the  carriers'  freight  revenue 
and  still  expect  them  to  earn  a  greater  net  than  they  did  last 
year. 

To  make  his  point,  about  popular  misinformation  concern- 
ing the  railroads  clear,  Mr.  Scott  told  of  the  traveler  in  a  rail- 
road coach  who,  after  discoursing  at  some  length  about  the 
unreasonable  level  of  freight  rates,  said  he  had  no  definite  in- 
formation about  them.  A  well-disposed  Informant,  on  finding 
out  that  his  -business  was  clock-making,  interjected:  "Well,  I 
know  nothing  about  clocks,  but  I  know  you'd  make  more  money 
if  you  sold  them  at  a  lower  price."  Subsequently,  Mr.  Scott 
said,  the  traveler  was  converted  to  the  proper  point  of  view. 
Continuing,  the  speaker  said: 

There  has  just  been  organized  on  association  of  traffic  clubs 
consisting  of  a  large  number  of  important  traffic  and  transporta- 
tion clubs  In  the  United  States.  Heretofore,  I  have  felt  that 
tralllr  clubs  have  morr  or  less  restricted  their  activities  to  social 
functions,  but  I  think  the  time  has  come  when  they  must  assume 
new  and  larger  responsibilities.  They  must  become  moulders  of 
public  opinion.  Organizations  such  as  yours,  composed  of  shippers 
and  transportation  men,  know  the  truth  and  you  should  tell  the 
truth  and,  as  It  says  In  the  Good  Book,  "The  truth  shall  make 
us  free." 

This  new  organization  Is  the  only  national  one  that  I  know 
of  which  Is  in  a  position  to  present  the  joint  views  of  the 
shippers  and  the  carriers,  and  seeing:  transportation  is  their 
business  —  whether  Is  be  from  the  public  standpoint  or  the  rail- 
roads'  standpoint  —  they  are  qualified  to  make  intelligent  sug- 
gestions and  recommendations.  Is  there  an  organization  better 
fitted  to  give  advice  and  counsel  to  our  governmental  authori- 
ties? There  are  organizations  today  which  represent  either  the 
shipper  or  the  railroads  but  both  are  more  or  less  prejudiced. 

I  feel  sure  you  are  in  sympathy  with  what  I  have  said  and 
that  you  will  do  your  part  In  spreading  the  gospel  of  fair  and 
just  dealing,  making  helpful  and  constructive  suggestions  to  all 
Interested  who  are  charged  with  the  responsibility  of  handling 
our  Immense  transportation  systems. 

If  the  shipping  public  will  always  remember  that  the  prin- 
ciples that  apply  in  their  business  are  applied  in  the  railroads  — 
provided  that  the  privilege  has  not  been  taken  away  from  them 
by  some  governmental  body  —  it  will  help  materially  to  bring 
about  the  desired  condition.  I  want  to  again  press  home  the 
possibilities  and  power  of  such  organizations  as  yours  possess, 
which.  If  utilized,  can  do  much  to  bring  about  a  settlement  of  the 
present  disturbed  conditions,  and  which  will  result  in  permanent 
reliable  satisfactory  transportation  to  all  concerned. 

Do  not  permit  the  railroads  to  be  attacked  unjustly.  Make 
It  your  personal  business  to  set  misinformed  people  right.  It  is 
to  your  Interest  to  see  that  the  railroads  are  given  fair  treatment 
and  permitted  to  earn  sufficient  to  keep  their  properties  in  shape 
to  render  you  the  service  you  expect  and  demand,  for  you  cannot 
afford  to  see  the  most  Important  feature  of  your  marketing  ruined 
through  foolish  Ideas,  no  matter  from  what  source  they  emanate. 
oration  of  transportation  will  hurt  you  more  than  others. 

I  am  convinced  that  If  the  railroads  are  given  an  pppor- 
tunlty  to  conduct  their  business  In  a  businesslike  way  —  as  other 
Industries  are  —  that  they  will  prove  once  and  for  all  that  the  men 
who  are  the  heads  of  the  greatest  transportation  systems  In 
the  world  are  the  equal  of  any  yet  produced;  and  In  asking  for 
this  fair  play  and  square  treatment.  I  am  only  asking  for  what 
we.  as  Americans,  believe  all  are  entitled  to. 


INTERLOCKING  DIRECTORATES,   ETC. 

James  B.  Sheean  was  authorized  to  hold  the  positions  of 
vice-president  and  general  counsel  of  the  Chicago  &  North  West- 
ern Railway  and  the  Chicago,  St.  Paul,  Minneapolis  &  Omaha 
Railway  In  addition  to  positions  previously  authorized. 

Edward  W.  Wheeler  was  authorized  to  hold  the  positions  of 
director  and  general  counsel  of  the  Maine  Central  and  general 
counsel  of  the  Portland  Terminal,  Bridgeton  &  Saco  River,  and 
Sandy  River  &  Rangeley  Lakes. 

H.  R.  Preston  was  authorized  to  hold  the  positions  of  vice- 


president  of  the  Hiillimore  &  Ohio  Southwestern,  Toledo  &  Ohio 
River  and  other  roads  in  addition  to  positions  previously  author- 
ized. 

L.  B.  Williams  was  permitted  to  hold  the  positions  of  gen 
eral  treasurer  of  the  New  York,  Chicago  &  St.  Louis,  and  Lake 
Erie  &  Western,  and  treasurer  of  the  Ft.  Wayne,  Cincinnati  & 
Louisville. 

Kenneth  Mayo  was  prmitted  to  hold  the  position  of  assistant 
general  land  and  tax  agent  of  the  Arlington  Railroad,  Erie  Rail- 
road, and  numerous  other  carriers. 

In  addition  to  positions  previously  authorized,  R.  S.  Parsons 
was  permitted  to  hold  the  position  of  vice-president  of  the  Erie. 

James  A.  Minor  was  authorized  to  hold  the  position  of  gen- 
eral land  and  tax  agent  of  the  Arlington  Railroad,  Erie  Railroad, 
and  numerous  other  carriers. 

C.  P.  Crawford  was  permitted  to  hold  the  position  of  di- 
rector of  the  Conesus  Lake  Railroad  Company  in  addition  to 
positions  previously  authorized. 

In  addition  to  positions  previously  authorized,  T.  C.  Powell 
was  permitted  to  hold  the  position  of  vice-president  of .  the 
Arlington  Railroad,  Caldwell  Railway,  Docks  Connecting  Rail- 
way and  Roseland  Railway. 

Samuel  W.  Moore  was  authorized  to  hold  the  position  of 
vice-president  of  the  Chicago  &  Alton  Railroad  in  addition  to 
positions  previously  authorized. 


ICING  STATION   AT  CLEARING 

The  Belt  Railway  Company  of  Chicago  has  just  opened  a 
new  re-Icing  plant  at  its  Clearing  Yard.  This  plant  is  capable 
of  handling  300  cars  a  day  on  an  average. 

Prior  to  1918  the  Belt  Railway  Company  of  Chicago  oper- 
ated a  small  re-icing  plant  at  its  Rockwell  Street  Yard,  Chicago, 
but  the  Railroad  Administration,  under  federal  control,  closed 
it  and  diverted  all  of  this  business  to  the  Indiana  Harbor  Belt 
Railroad  Company,  where  the  re-icing  of  cars  in  transfer  has 
been  performed  since  that  time. 

In  the  new  station  an  island  platform  has  been  provided, 
located  between  two  re-icing  tracks.  This  platform  is  double- 
decked  and  arranged  to  handle  both  cake  and  .crushed  ice.  The 
ice  is  conveyed  onto  the  platform  and  along  it  by  modern  con- 
veying machinery. 

The  ice  supply  is  furnished  by  an  ice  manufacturing  plant 
which  has  recently  been  constructed  adjacent  to  the  re-icing 
dock.  This  plant  has  a  daily  capacity  of  300  tons,  and,  in  addi- 
tion, a  storage  room  of  2,000  tons'  capacity  has  been  provided. 

The  water  from  which  the  Ice  is  manufactured  is  the  same  as 
that  used  for  domestic  purposes  by  the  city  of  Chicago  and  is 
treated  in  a  water  softening  tank. 


NO  JUST  CLAIM  FOR  COMPENSATION 

A  board  of  referees  consisting  of  John  J.  Hickey,  William 
P.  Bartel  and  George  M.  Curtis,  appointed  by  the  Commission, 
has  decided,  with  Mr.  Curtis  dissenting,  that  the  St.  Louis,  Ken- 
nett  &  Southeastern  Railroad  Company  has  no  claim  for  just 
compensation  unadjusted  for  the  use  of  its  property  during  fed- 
eral control.  The  majority  based  its  decision  on  the  fact  that 
the  carrier  had  entered  into  a  short-line  contract  with  the 
Director-General  and  that  therefore  the  board  of  referees  was 
without  authority  to  proceed  further.  Mr.  Curtis  said  he  could 
not  concur  in  the  decision  that  the  contract  was  an  adjustment 
of  the  company's  claim  for  compensation  and  that  it  was  a  bar 
to  further  proceedings  before  the  board. 

A  similar  disposition  was  made  of  a  claim  of  the  Cairo, 
Truman  &  Southern,  with  Mr.  Curtis  dissenting. 


T.  &  S.  AUTHORIZED  TO  ACQUIRE  LINE 
The  Commission  has  authorized  the  Tuckaseegee  &  South- 
eastern Railway  Company  to  acquire  and  operate  a  line  of  rail- 
road extending  from  a  connection  with  the  Southern  at  Sylva 
to  Blackwood,  a  distance  of  12.26  miles,  all  In  Jackson  County, 
N.  C.  The  applicant  was  incorporated  under  the  laws  of  North 
Carolina  on  August  6,  1920,  with  an  authorized  capital  stock  of 
$300,000.  The  Commission  was  informed  that  the  line  was  sub- 
stantially completed  before  the  effective  date  of  the  Commis- 
sion's jurisdiction  over  the  building  of  new  lines,  and  that  the 
funds  for  the  construction  thereof  were  advanced  by  the  Black- 
wood  Lumber  Company,  with  the  intent  that  the  actual  con- 
struction costs  would  be  assumed  by  the  applicant.  The  primary 
purpose  for  constructing  the  line  was  to  furnish  transportation 
facilities  for  marketing  forest  products,  there  being  about  100,000 
acres  of  timber  tributary  thereto.  The  company  stated  the  cost 
of  the  line  at  $319,581.69.  It  proposes  to  issue  and  sell  $300,000 
of  stock,  Its  application  as  to  that  having  been  filed  with  the 
Commission. 

The  Commission  in  a  later  report  authorized  the  Tucka- 
seegee &  Southeastern  to  issue  $300,000  of  capital  stock  in  con- 
nection with  the  authorized  acquisition  of  the  line  of  railroad 
from  Sylva  to  Blackwood,  N.  C. 
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DALLAS.  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  can  are  operated  daily   out   of  Dallas  to   Laredo  for 
Mexican  points.    Good*  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  Alt  Kindt 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 
We  m«mt«in  a  rate  bureau.     Freight  rate*  furnished 


upon  application.     Correspondence  solicited. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  186a 

General   Transfer   and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stock*, 
Storage    Accounts  and    handling  of    Car- 
loads for  Distribution. 
NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 

CHICAGO   OFFICE,     IIJ  W««   M«H!»on  S«r..l 


HOOVER  SAYS: 

"On*  of  the  most  disturbing  commentaries  on 
our  industrial  and  commercial  system  is  that  the 
coat  of  distribution  in  the  case  of  many  commod- 
ities  equals  or  exceeds  the  cost  of  production." 

It  is  our  business  to  point  out  economies  in 
getting  your  goods  from  where  th«y  are  to  where 
you  want  them. 

Distribution  Service,  Ac 

123  W.  Madison  StXhicago.  111. 


BIRMINGHAM 
Hani.  TraMfar  4  W.,.>....  C. 

CHICAGO 

Cwte.U.  WintisM  C~ 

CLEVELAND 

MM*  J*r«rt  TmiMl  *».*»••« 
C*. 

DENVER 

TW  V«kin  TraMht  a  ftnajs 
Cm. 

DETROIT 
Mirrti.l.  W...U.M  (V 

EL  PASO 

Utim.tl.MlW.nti.M  C«. 
FORT  WORTH 


KANSAS  CITY 
CaMnl  .V«M»  Cfc 

LOS  ANGELES 
U*.  Trr—l  WOTSMM  C.. 

LOUISVILLE 

LMbn*.  rokc  WmJm.  C.. 

OMAHA 
(-r*.   r.^n*l    WM^MM   • 

*••  f  • 

PHILADELPHIA 
Tiral.tl  Wiiitmi  4  Tnnlii 

C*. 
PORTLAND 


HOUSTON 


SAN  FRANCISCO 
SM  Fr«wiK.  W»i>i 

ST.  LOUIS 
S.  N.  L»(  W».t». 

ST.  PAUL 


I  C. 


The  Port  of 

HOUSTON 


Statistics. 

What  do  they  mean? 

They  reflect  the  net  results  without 
explanations,  excuses  or  arguments. 

The  statistics  of  the  Port  of  Houston 
show, 

.May,  1921,  thirty-nine  arrivals  and 
departures,  carrying  48,913  tons  of 
freight. 

May,  1922,  eighty-six  arrivals  and 
departures,  carrying  179,154  tons  of 
freight. 

An  increase  of  273%,  is  it  not? 
Again, 

During  the  first  five  months  of  1921 
218  arrivals  and  departures,  carrying 
561,371  tons  of  freight. 

For  the  same  period  in  1922,  384  ar- 
rivals and  departures,  carrying  749,400 
tons  of  freight. 

An  increase  of  75%,  is  it  not? 

Mr.  Traffic  Man,  cannot  Houston  serve 
you? 

Address  the 

DIRECTOR  OF  THE  PORT 
City  Hall  Houston,  Texas 
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SWITCHING  AT  BOSTON 

The   Tragic  World   Washington  Bureau 

The  Shipping  Board  is  expected  soon  to  file  a  formal  com- 
plaint HRRlnut  the  railroads  of  the  country,  alleging  that  their 
failure  to  absorb  switching  charges,  from  its  wharf  In  Boston 
lo  their  rails.  whUe  absorbing  the  charges  from  the  Common- 
wealth wharf,  constitutes  an  unjust  discrimination  against  traf- 
fic to  and  from  the  government  wharf  and  an  undue  preference 
for  traffic  to  and  from  the  competing  wharf.  The  subject  matter 
was  presented  to  the  Interstate  Commerce  Commission  in  an 
Informal  manner  a  short  time  ago,  with  a  request  or  suggestion 
that  ilu1  Shipping  Board  would  appreciate  summary  action. 
Some  of  the  men  handling  the  question  wondered  If  it  would  be 
possible  to  constrain  the  railroads  to  absorb  the  charges  to  and 
from  the  Shipping  Board  wharf  by  suggesting  that  their  failure 
so  to  do  constituted  an  indictable  offense.  Another  informal 
suggestion  was  that  possibly  mandamus  would  lie  because  the 
railroads  absorb  the  charges  from  the  Commonwealth  wharf. 
They  do  that  because  the  courts  have  forbidden  them,  by  in- 
junction, to  exact  more  than  their  line-haul  rates  to  and  from 
Boston  on  traffic  coming  to  them  from  the  wharf,  which  is  owned 
by  Massachusetts. 

The  Commission,  when  the  matter  was  informally  presented, 
held  nothing  could  be  done  in  a  summary  way  by  it.  The  pos- 
sibility of  the  Board  obtaining  an  indictment  was  admitted.  It 
was,  however,  suggested  that  even  if  an  indictment  were  ob- 
tained, and  a  fine  imposed  upon  the  railroads,  that  would  not 
result  in  giving  the  government  wharf  traffic  rates  no  higher 
than  those  to  and  from  Commonwealth  wharf,  because  the  judg- 
ment of  the  Commission  would  be  necessary  to  determine  what 
would  be  the  just,  reasonable,  non-discriminatory  and  non-preju- 
dicial rates  to  apply. 

Another  fact  brought  to  the  attention  of  those  making  the 
inquiry  was  that  the  Commission,  since  May,  1921,  had  been  con- 
sidering the  whole  subject  of  switching  rates  in  Boston,  and 
that,  In  all  probability,  a  decision  would  be  handed  down,  in  a 
comparatively  short  time,  in  No.  11040,  Boston  Wool  Trade  As- 
sociation vs.  Director-General,  Boston  &  Maine  et  al.,  arguments 
on  which  were  made  in  May,  1921.  The  ease  is  in  Commissioner 
Eastman's  office.  The  parties  to  it  recently  have  obtained  the 
understanding  that  the  Commission  had  or  was  about  to  reach 
its  conclusion  thereon.  A  thought  in  connection  with  the  case 
has  been  that,  if  the  Commission's  decision  does  not  specifically 
dispose  of  the  situation  that  is  troubling  the  Shipping  Board, 
the  principles  enunciated  would  be  a  guide  for  the  Shipping 
Board  in  presenting  the  situation  at  the  wharf  in  which  it.  is 
interested. 

Filing  of  a  formal  complaint  at  this  time  possibly  would 
enable  the  Commission  to  indicate  in  its  decision  in  the  wool 
tiade  association  case,  what  it  thought  should  be  done  in  respect 
of  that  particular  situation,  or  to  say  the  case  the  Shipping  Board 
in  expected  to  file  would  have  to  be  proceeded  with  as  if  there 
had  been  no  decision  in  the  greater  question  of  switching  rates 
in  Boston. 


REVENUE  FREIGHT  LOADING 

Although  there  was  a  drop  in  the  loading  of  revenue  freight 
in  the  week  ended  June  3  as  compared  with  the  week  ended 
May  27,  owing  to  the  observance  of  Memorial  Day  on  May  30, 
e  average  daily  loading  in  the  five  days  was  approximately 
150,000  cars,  as  compared  with  137,000  cars  in  the  preceding 
week.  A  substantial  increase  is  expected  to  be  reported  for  the 
week  ended  June  10. 

The  total  number  of  cars  loaded  in  the  week  ended  June  3 
was  750,645.  as  compared  with  821,121  cars  in  the  preceding 
week.  In  the  corresponding  weeks  of  1921  and  1920  the  loadings 
totaled  693,903  and  828.907  cars,  respectively. 

Coal  loading  dropped  from  91.370  cars  in  the  week  ended 

May  27  to  86,626  cars  in  the  week  ended  June  3.     Coke  loading 

however,  increased  from  8,851  cars  to  8,927  cars,  and  ore  from 

to  31,552  cars.     Decreases  were  reported  in  the  loading 

of  all  other  commodities. 

The  loading  by  districts  in  the  week  ended  June  3  and  in 

e  corresponding  week  of  1921,  as  reported  by  the  car  service 

division  of  the  American  Railway  Association,  was  as  follows- 

Eastern  district:     Grain  and  grain  products,  8,455  and  6619- 

live  Mock.   2,616  and   2,277;    coal   6,475  and   36,096;    coke,   1549 

and  1.053;  forest  products,  5,248  and  5,341;  ore,  2,900  and  2595- 

erchandise.   I,,   c.   L..  61.239  and  51,359;    miscellaneous,  78938 

and  59.560;   total.  1922,  167,520;   1921,  164,900;  1920    190022 

llegheny   district:     Grain   and    grain    products,   2.163 "and 

live  stock,  2,867  and  3,029;   coal,  13.710  and  41,325;   coke 

4.655  and  2.112;   forest  products.  2.805  and  2,668;  ore    5185  and 

.  T"T!1fnoJSP-  U  C>  U"  46>186  and  40'97°:  miscellaneous, 
63.592  and  44,098;   total,  1922,  141.163;   1921,  142,872;   1920,  176,- 

Porahontas    district:     Grain    and    grain    products,    207    and 

live  stock.  175  and  151:   coal,  29.378  and  22,254;   coke    194 

forest  products,  1,436  and  1,201;  ore,  17  and  23-  'mer- 


chandise, L.  C.  L.,  5,456  and  4,679;  miscellaneous,  4,018  and 
3,115;  total,  1922,  40.880;  1921,  31.708;  1920,  30,855. 

Southern  district:  Grain  and  grain  products,  3,390  and 
3,645;  live  stock,  2,358  and  2.099;  coal,  23,387  and  17,903;  coke, 
718  and  435;  forest  products,  19,191  and  14,539;  ore,  1,175  and 
574;  merchandise,  L.  C.  L.,  34,302  and  34,219;  miscellaneous, 
41,499  and  33,805;  total,  1922,  126,020;  1921,  107,219;  1920,  117,- 
949. 

Northwestern  district;  Grain  and  grain  products,  10,960  and 
10,399;  live  stock,  7,549  and  5,381;  coal,  7,692  and  4,563;  coke, 
1,448  and  628;  forest  products,  16,081  and  12,897;  ore,  18,991 
and  17,350;  merchandise,  L.  C.  L.,  26,246  and  23,225;  miscel- 
laneous. 33,500  and  26.849;  total,  1922,  122,467;  1921,  101,292; 
1920,  144,903. 

Central  Western  district:  Grain  and  grain  products,  9,120 
and  12,231;  live  stock,  9,811  and  8,006;  coal,  3,815  and  10,986; 
coke.  223  and  157;  forest  products,  6.075  and  5,084;  ore,  2,635 
and  646;  merchandise,  L.  C.  L,..  29,242  and  26.333;  miscellaneous, 
35,676  and  29,422;  total,  1922,  96,597;  1921.  92.865;  1920,  112,303. 

Southwestern  district:  Grain  and  grain  products,  3, 636, and 
4,603;  live  stock,  2,416  and  2,397;  coal.  2.169  and  3.240;  coke, 
140  and  104;  forest  products,  8,088  and  5,915;  ore,  649  and  710; 
merchandise,  L.  C.  L.,  14,483  and  14.311;  miscellaneous,  24,417 
and  21.767;  total,  1922,  55,998;  1921,  53,047;  1920,  56,735. 

Total,  all  roads:  Grain  and  grain  products,  31,931  and  40,- 
077;  live  stock,  27.792  and  23,340;  coal,  86,626  and  136,367;  coke, 
8,927  and  4,620;  forest  products,  58,923  and  47,645;  ore,  31,552 
and  28,142;  merchandise,  L.  C.  L.,  217,254  and  195,096;  miscel- 
laneous. 281,640  and  218,616;  total,  1922,  750,645;  1921,  693,903; 
1920,  828,907. 


FRUIT  AND  VEGETABLE  MOVEMENT 

"Summer  fruits  and  vegetables  are  appearing  on  the  markets 
in  increasing  volume,  the  carlot  shipments  of  cantaloupes, 
peaches,  tomatoes  and  watermelons  having  filled  3,750  cars  dur- 
ing the  week  ending  June  3,  compared  with  2,500  cars  the  week 
before,"  the  Department  of  Agriculture  said  this  week  in  its 
review  of  shipments  of  fruits  and  vegetables.  "Decreasing  move- 
ment of  the  staple  commodities,  including  also  strawberries  and 
new  and  old  potatoes,  brought  the  weekly  total  for  13  leading 
lines  to  10,982  cars,  or  about  1,600  cars  less  than  the  week  end- 
ing May  27.  Sales  of  many  lines  were  made  at  lower  prices, 
reflecting  a  waning  market  on  winter  crops  and  the  heavier 
supplies  of  spring  and  summer  produce." 

The  review  showed  the  following  as  to  shipments  of  leading 
fruits  and  vegetables: 

Cantaloupes.—  With  the  shipment  of  the  first  car  of  cantaloupes 
from  Brawley,  Calif.,  on  May  31,  the  movement  of  Imperial  Valley's 
largest  crop  of  melons  was  started.  Probably  13,000  to  14,000  carloads 
will  come  from  the  valley  this  season,  or  30  per  cent  more  than  last 
year.  The  peak  of  the  movement  is  expected  about  June  20. 

Peaches.  —  Unofficial  estimates  indicate  a  possible  movement  of 
7,500  cars  of  Georgia  peaches  this  season,  of  which  nearly  900  carloads 
had  been  shipped  to  June  3.  Total  shipments  probably  will  fall  30  per 
cent  below  last  year's  record-breaking  movement  from  Georgia,  but 
this  fact  is  not  tending  to  boost  the  price  in  leading  wholesale  markets. 

Tomatoes.  —  Increased  acreage  and  bigger  yield  of  tomatoes  in 
Texas  probably  will  double  the  season's  shipments  from  that  section. 
Movement  is  considerably  later  this  year,  only  30  cars  having  been 
marketed  to  June  3,  compared  with  about  500  to  the  same  time  last 
season.  At  least  2,500  cars  are  expected  from  Mississippi,  compared 
with  1,960  last  year.  Mississippi  tomatoes  came  into  top  place  last 
week  when  700  carloads  moved  to  market.  Central  Florida  and  the 
West  Coast  shipped  only  400  cars,  and  the  East  Coast  movement  prac- 
tically closed  with  a  record  of  6,200  cars  for  the  season. 

Watermelons.—  The  forecast  for  the  late  watermelon  states  shows 
only  a  slight  increase  in  plantings,  so  that  most  of  the  season's  gain 
will  be  made  in  sections  now  shipping.  Florida's  movement  to  date  is 
nearly  3,000  cars  ahead  of  last  season's  and  daily  shipments  exceed  300 
cars.  The  Texas  melon  movement  is  now  getting  under  way;  about 
a,  000  carloads  expected  for  the  season.  In  Georgia,  the  leading  water- 
melon state,  the  acreage  has  been  increased  50  per  cent  over  last  year 
and  a  similar  gain  is  reported  in  Alabama. 

Potatoes.—  Old  potatoes  are  fast  receding,  although  Maine  shinned 
600  cars  during  the  week  ending  June  3;  Michigan,  Wisconsin  and  Min- 
nesota shipped  475  cars,  and  Idaho  125  cars.  Total  weekly  shipments 
of  old  stock  decreased  30  per  cent.  New  York  City  received  nearly 
600  cars  of  new  potatoes  during  the  week.  With  a  big  season  closing 
VLSout"  Carolina,  the  potato  movement  from  North  Carolina  made  a 
iO  per  cent  increase  last  week,  although  the  season  is  much  later 
than  last  year.  Shipments  from  Texas  and  Louisiana  were  still  active 
Jklahoma  sent  its  first  11  cars  to  market.  Eastern  Shore  of  Virginia 
its  first  10  cars  and  Norfolk  section  26  cars.  From  all  early  potato 
sections  carlot  shipments  already  exceed  12,000  cars,  or  about  3  000 
cars  ahead  of  last  season. 

Strawberries  —Shipments  from  all  berry  sections  filled  2.000  cars 
Iv,  |WJ  ?  •<?£e™  ^  d  Ie?s  than  the  Previous  week.  Missouri  still  held 
Mnrl?t»n^W  th  l°-°  C?rS  tO  '&  Credit>  but  movement  from  Delaware  and 
Maryland  combined  was  50  cars  greater  than  from  Missouri  New 
Jersey  berries  are  now  plentiful,  and  shipments  started  from  the 
northern  berry  sections  In  Michigan  and  Washington 

-Encouraged  by  the  high  returns  of  the  past  season,  onion 
growers    in    the    late   onion    states,    have   planted    an   acreace   about 

arnTnd.LanrSeroranrtlaSt  Hf     ':"««  ^^rlases  are^in  ^hio^M  ch- 
Igan,  Indiana,  Colorado  and  Washington. 


LAKE  ERIE  &  WESTERN  NOTES 

The  Lake  Erie  &  Western  has  applied  to  the  commision  for 
authority  to  issue  ten  promissory  notes,  each  for  $130,000  bear- 
ing 6  per  cent  interest,  and  to  be  made  payable  to  the  New 
York  Central  Railroad  Co.  The  notes  will  be  accepted  by  the 
New  York  Central  at  face  value  for  refunding  of  demand  notes 
totalling  $1,000,000  and  a  loan  of  $300000 
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AUTOMATIC 


Which? 


TARIFF  FILES 


The>  Aateautkc  \  Exa«adia«  way.  by  turning  to  the 
lone  roo  need  without  tutting  to  remove  any  other 
from  the  U* — Andinc  each  on*.  eelf-indexed.  »l»ay«  in 
rood  order  or— any  other  war  (other  vertical  «le». 
binder*  or  box  drawer*  I  that  cannot  poMibly  be  u 
convenient.  «oick.  accurate  or  orderly  and  where  whole 
croups  of  Tariff!  Moat  be  removed  to  obtain  a  lincle 


Use  the  MODERN  way 
for  rapid  access 


AI  TOMATK 

HI.K4 

E.  loth  S(  . 
CRCEM    i'-  \\ 


Salic  !* 


NEW  YORK-LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AMD  FUCICKT 

DIRECT    SERVICE 
via   PANAMA    CANAL 

WEST  COAST  CENTRAL  AMERICA.  MEXICO 

C«llin(at  Norfolk.  Va   ;  Corlnto.  Nj<.r..u..  Le.  Ubortad.  •-'— irri 

Son  Joaodo  Gualomala  and  ManunJl.,     H...n>.  Eoetboundi 

5.5.   VCMEZUCLA  .../.  /r.m  N,»  Y0,k  Jun,  14tt, 

5.5.  tCUADOK  .../.  /rom  Sen  frmntitfm  Jun,  11, J 

5.  Ill  no  .bout  o*ary  17  dare  tkorowftaa- 
AB  Now  Torh  Soiling,  irotn  Piee  >J.  AtlontU  Taiaatenl.  Bi  n.hja 

PANAMA  SERVICE 

•  ••iia  >aa  Fiiailni.  Lot  li|lll».  Mian,  fenliil  >.•!..  aad  Co«J  Zeao. 

5.5.  SAN  JUAN  .«./.    from    5on  F, ***!•**  Jan*  /7«A 

and  Soilinc*  about  orory  a  day*  thirnftu 

PACIFIC  MAIL  S.  S.  COMPANY 

Ml  H.n_  «-,u«..  Now  Taefc  IN  Cahfoent.  St.,  smm 
»«  So.  Sprtiw,  S«.,  AJoaandrU  Ho.ol.    Loa  Antoloa 


"The  Sunshine  Belt  to  the  Orient" 


TRANS-PACIFIC  SERVICE 

l ••  to  Honolulu.  Yo.ol.amo.  KoW. 


igar  and  Fralght  Sailing*  by  Ne-w 
Shipping  Board  Linan: 


U.S. 


S,S,  President  Wilson  (-J3&.-)  sails  June  24 
S,S,  President  Lincoln  '-HeoT^e-)  sails  July  2  2 
S.S,  President  Cleveland(-c....t.ta-)sailsAug,12 

•ad   approximately   awry   21  day*  tk«f»afu«. 
~ 


»  tatai  oad  other  baWawMaa  avply  U  am*  faBrood  or  eaaelal 

PACIFIC  MAIL  STEAMSHIP  CO. 


r  or  la 


CaMfoenio  St..  Son  Franclaco  10  Hanov.r  Squore,  N.  Y. 

tffa  So.  Sprin,  St.,  AUundrio  Hot.  I,  Loa  Ane.l.« 

Managing  Agants:   U.  S.  Shipping  Board 


UNITED  AMERICAN 


LINES. 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American    Ship   and    Commerce    Corporation 

Genera/  Agent*:  Hamburg-American  Line 

American -Hawaiian   5.  5.  Co. 

INTERCOASTAL  SERVICE 

Between    New    York,   Boston,   Philadelphia   and    Loa 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boaton  I'hila.     New  York 

8.8.  OHIOAN      Jane  17 

8.8.  ABIZOMAN     ...  .     Jane  24 

8.8.   HAWAIIAN     Jaly     I 

8.8.  TEXAN     Jaly     s 

Sailings    every    Thursday    from    New    York,    every 

Saturday  from   Boston  and  alternate  Saturdays 

from    Philadelphia,  and   fortnightly   from 

the  Pacific  Coast  ports 


Jaly 


PACIFIC  COAST  TO  EUROPE 

U.  S.  Facile  Caul   Pert,  te  the  Principal  Port*  of  the  United 

kinidom    and   Continent— Direct    Fert- 

nifhtly  Saillnx. 


Joint  Servicct  with 

Hamburg- American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

U.  'MOUNT  CLINTON June  II 

U.  tBESOLlTE     Jane  17 

•JL  t  WUERTTEMBEBG       Jane  M 

SS.  'MOUNT   CLAY    J«ly     < 

S.B.  IMCUANCE     _K Jaly  11 

SJL  tBAYERN  Jaly  11 

S.S.  MOUNT    CABBOLL    Jaly  1* 

•  Carrie*   Ihird-claM  pauencen. 
t  Cabin  and   Ihird-f  !•••  paueniera. 

t  Pint.  otcond.   thlrd-elaM  pauencera. 

LOADING    PIEB   ((.    NOBTH    RIVEB 

PHILADELPHIA   TO   BREMEN   AND  HAMBURG 

S.O.  OBEGOMA.N    i>ia    Baltlniere  and    Norfolk) June   17 

8.8.  THEMISTO    Ola    Baltlaiorrl    July   U 

BOSTON  TO  BREMEN  AND  HAMBURG 

U.  NEVADAN      . .  July  IS 

•A  CALLIBTO    (ria   Baltiaiere   and    Narfelk) Aur.     7 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

>.«.  ORKi.iiMAV     ITia    N.rf.lki     Jane  14 

•.ft.  NEVADAN   (via   N.rf.lk  and  Bo.(on) Jaly  • 

•.».  THEMISTO    Jaly  17 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

B.S.  CALLIBTO     June  17 

tVA.  OBECONIAN      Jane  17 

•VJ.  NEVADAN     (ria    Baiton) July  1* 

.NEW  ORLEANS  TO  BREMEN  AND  HAMBURG 

U.  WHTEBWALD    I.aie   Jaly 

U.  SACHSENWALD      Late     Au.u.l 

ThrMih  ailli  ef  ladinc  via  Hamburr  Iwaed  la  all  Bcandlnarlan 
and   Baltic   Peru 

U.  5.   Government   Ships 
NEW  YORK  TO  DUTCH  EAST  INDIES 

P«n«n».    BeUwan-Dell.    Pert    Bwettenhaai.    Blniapore,    BaUrla, 
8amaraar.  Soerabaya 

B.B.  WEST    CANON     .  July  I* 

A    8TEAMEB    Aa«.  I* 

Sleaniera   take   carro   for   Tani«.    Alexandria    and   Syrian   Caul 

Perti 
Leadlnc  Pier  II.  Poach  Terminal.   Clifton.  B.   I. 

General  Offices:  39  BROADWAY,  New  York 

Telephone   Whitehall    1*1* 

WESTERN    FREIGHT  OFFICE 

Chiraca.  117  Sewth  LaSalle  Street  Phone  Wakaih  4ltl 

BRANCH    OFFICES 

Baltin.    4*    Central    Street  Phone    ('enema  1*114 

Clereland.  141  The  Arcade  Phone  Main   111* 

Philadelphia.    Hour-.    Hide.  Phone    Lombard   7*S* 

Piiiiburch.    Oliver    Bldf.  Phone     Grant     7411-1 

Reclieeter.    Commerce    Bldf.  Phone    Main  711* 

GENERAL    PACIFIC    COAST    AGENTS 
William.  Dlrnend  *   Co.,  11*  Baneome  St..  San    Fraiwlaco 


June  22 
June  2» 
Jaly     • 
Jaly  IS         Jaly  13 
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BARGE  LINE  TRAFFIC 


The  Tragic  World  Washington  Bureau 
Traffic  on  the  Mississippi  River  barge  lines  is  analyzed, 
in  a  statement  by  E.  S.  Gregg,  chief  of  the  transportation  divi- 
sion of  the  Department  of  Commerce,  who  referred  to  Previous 
•tatements  calling  attention  "to  the  growing  importance  of  the 
Mississippi  River  barge  lines  as  a  factor  in  foreign  trade  and 
to  the  fact  figures  heretofore  presented  showed  the  principal 
commodities  transported  both  up  and  down  stream,  from 
November  1.  1919,  to  August  31.  1921;  the  cargo  handled  and 
the  gross  revenues  therefrom.  Continuing,  he  said: 


fntll  March  1922,  the  southbound  tonnage  greatly  exceeded  the 
.Siund  mov-'Munt.  whi.-l.  had  been  a  potent  cause  of  heavy 
operating-  vxpvnwu.  In  March,  however,  for  the  first  time  i  in  ^  Its 
history  D,e  line  carried  more  tonnage  northbound  than  i  in  the  oppo- 
•  Itc  direction.  30.706  net  tons  moving  up  the  river,  against  25,62jl  net 
ton»  downward.  This  was  accounted  for  by  a  heavy  movement  c 

nd 


ton»  . 

import    commodities,    mainly    bauxite    ore, 

m*hprin"llpa°B1commodlUe8    transported 
Une.  September  1.  1921.  to  March  31.  1922: 


Commodities 


burlap, 
by    Mississippi 


bound 
Short 
Tons 


coffee,    copra   and 
River    Barge 


bound 
Short 
Ton. 


Total 

Short 


s 
.°r"     .........................  ••" 


«.h. 


33,580 


33,580 


:£:    iiiiii  iff! 

Sisal    ....  ....................................     5.178 

&ndhs^,-aYuciea::::::::::::::::::::::  ' 

Nitrate    of    soda  .............................     3.606 

Mill    products     .................................. 

Prepared    roofing     ............................  •• 

Manufactured  and  miscellaneous  goods  .....          41 

Agricultural   implements    ...................      .... 

...........  .  .....      1,944 

Other    '..':.'.'.;.'..'.'  ............................   11.482 


4.69 


i.j»J 
1,541 


... 
29,923 


5.178 

3.606 
2,997 
!.»'» 
1.68. 

,a,t 
IflW 

41,405 


Total    .'  ............................  103,490         252,262         355,752 

Corn,  moving  southbound  for  export,  displaced  wheat  as  the  lead- 
ing commodity,  142,639  short  tons  having  been  carried  in  the  seven- 
month  period,  as  compared  with  33,580  tons  of  wheat.  There  was  a 
notable  increase  in  the  movement  of  sugar,  the  line  carrying  43,907 
short  tons  (mainly  northbound),  as  compared  with  a  total  of  5,747 
tons  for  the  preceding  22  months. 

During  January,  1922,  more  tonnage  was  carried  than  In  any 
other  month  since  the  beginning  of  the  service.  For  the  seven-month 
period  from  September  1.  1921,  to  March  31,  1922,  the  total  tonnage 
carried  northbound  and  southbound  was  355,752  short  tons,  as  com- 
pared with  456,351  short  tons  for  the  previous  22  months  of  operation. 

Mississippi  section—  cargo   handled  and  gross  revenues  from   Sep- 


Months 
1921 
September    ..  . 

Norl 
Short 
Tons 
.  ...     5,468 

hbound 

Revenue 
$  35,121 
39,795 
33,693 
75.468 

98,000 
93,206 
161,238 

Southbound 
Short 
Tons    Revenue 
38,795     $138,351 
32,924       127,668 
27,058       110,496 
41,651       141,943 

42,223       128,470 
43,988       139,629 
25,623         97,458 

Total 
Short 
Tons      Revenue 
44,263     $    173,472 
39,984          167,463 
33,843          144,189 
59,062          217,411 

61,144          226,470 
61.127          232,835 
56,329          258,696 

October    

...     7,060 

November 

6  785 

December 

17,411 

1922 

18  921 

17,139 

March     

36  706 

Total    .........  103,490     $536,521     252,262     1884,015     355,752     $1,420,536 

The  average  gross  revenue  per  short  ton,  based  on  the  table 
above,  Is  $5.18  for  northbound  traffic  and  $3.50  for  the  southbound. 

It  has  been  pointed  out  that  our  foreign  trade  future  is  linked  up 
with  the  development  of  the  great  productive  areas  in  the  Interior  of 
the  country,  and  that  low  freight  rates  are  of  vital  importance 
If  our  products  are  to  be  marketed  abroad  at  a  profit.  With  a  basis 
of  rates  approximately  20  per  cent  lower  than  all-rail  dates,  the 
Mississippi  River  barge  line  seems  destined  to  play  an  important  part 
In  the  economical  transportation  of  our  foreign  trade. 


Mr  Heyl  confined  his  argument  to  the  citing  of  decisions 
by  the  Supreme  Court  of  the  United  States  and  the  Commission 
itself,  which,  he  said,  showed  that  even  if  the  complaint  did  not 
specify  shipments  to  New  England  and  for  export,  there  was  an 
issue  as  to  their  reasonableness  because  there  was  testimony 
for  and  against  traffic  having  such  destinations.  Mr.  Hopkins, 
on  that  point,  said  the  complainant  might  not  have  mentioned  the 
destinations,  but  it  mentioned  railroads  as  having  carried  the 
traffic  about  which  there  was  issue.  Comment  was  made  on  the 
fact  that  after  the  first  report  on  the  case  the  complainant  was 
denied  the  privilege  of  amending  its  complaint.  Mr.  Hopkins 
said  the  inference  to  be  drawn  from  that  was  the  Commission 
considered  the  complaint  sufficiently  broad  to  cover  traffic  to 
New  England  and  for  export,  else  it  would  have  allowed  the 
complainant  to  amend  its  papers. 

The  railroads  contended  that  inasmuch  as  the  Commission, 
in  the  first  report  said  New  England  and  export  shipments  were 
not  included,  the  examiner's  recommendation  that  reparation  on 
them  be  ordered  should  be  disapproved.  He  also  contended  the 
Commission,  in  condemning  the  inbound  rates  to  Peoria,  acted 
upon  a  fiction.  He  said  the  disparity  existed  only  becaus'e  the 
Illinois  commission  had  not  allowed  the  local  rate,  which  the 
carriers  frequently  used  on  interstate  business,  to  be  brought  up 
to  a  level,  which,  when  added  to  the  outbound  reshipping  rate, 
would  equal  the  joint  through  rates  which  the  Commission,  in  an- 
other case,  had  approved.  The  railroads  appealed  to  the  courts 
of  Illinois,  he  said,  and  procured  a  reversal  of  the  Illinois  com- 
mission. Under  that  court  decision,  he  said,  the  inbound  factor  to 
Peoria  was  brought  up  to  the  level  of  the  interstate  factor. 

The  case  grew  out  of  the  attempt  of  the  railroads  in  1910 
or  1911,  Mr.  Humburg  said,  to  put  Peoria  on  a  footing  of  equality 
with  Chicago.  They  published  the  joint  through  rates  against 
which  Peoria  grain  dealers  complained  and  then  tried  to  make 
the  combinations  equal  to  the  through  rates,  but  were  prevented 
by  the  state  commission.  That  obstruction,  he  said,  caused  the 
situation  under  which  the  Commission  condemned  the  combin- 
ation because  lower  than  the  joint  through  rates. 

The  case  was  covered  for  the  railroads  generally  by  Mr. 
Humburg,  for  the  Director-General  by  Mr.  Pinerty  and  for  the 
Big  Four  by  Mr.  Connell.  The  demand  for  reparation  covers 
shipments  in  a  period  of  seven  years,  from  1913  to  1920. 


GRAIN,  PEORIA  TO  EAST 

The  Traffic  World  Washington  Bureau 

Arguments  on  a  complaint,  that  has  been  before  the  Com- 
mission for  a  long  time  were  made  June  9  when  W.  M.  Hopkins, 
C.  W.  Heyl,  A.  P.  Humburg,  John  F.  Finerty  and  D.  P.  Connell 
discussed  No.  8547,  Peoria  Board  of  Trade  vs.  Atchison,  Topeka 
*  Santa  Fe  et  al.  Reparation  alone  was  the  issue,  the  Commission 
having  found  the  joint  through  rates  on  grain,  from  Peoria  to  the 
east,  were  unreasonable  to  the  extent  they  exceeded  the  "cor- 
responding" combination  or  aggregate  of  rates.  The  examiner 
reported  in  favor  of  an  award  of  reparation  on  shipments  for  ex- 
port and  to  New  England  territories.  The  carriers  contended 
such  shipments  should  be  excluded  because  they  were  not  drawn 
Into  issue  by  the  complaint.  The  fact  that  the  complainants 
offered  testimony  as  to  shipments  for  export  and  to  New  England 
destinations,  Mr.  Hopkins  contended,  showed  they  were  in  issue, 
even  if  the  complaint  did  not  specifically  describe  New  England 
territory  and  did  not  specify  that  certain  of  the  shipments  were 
exported. 

As  a  matter  of  fact,  Mr.  Hopkins  said,  there  was  no  such 
thing  as  New  England  territory  separate  and  distinct  from  east- 
ern trunk  line  territory,  because  it  was  not  described  in  any 
tariff  or  classification.  The  words,  he  said,  were  used  merely 
to  indicate  where  traffic  was  going,  just  the  same  as  if  some  one 
had  said  the  traffic  was  going  east  of  the  Wabash  River. 


ILLINOIS  INTRASTATE  RATES 

The  final  step  in  the  clearing  up  of  the  Illinois  intrastate  rate 
situation  was  taken,  June  13,  when  Federal  Judge  Carpenter  is- 
sued a  decree  dissolving  the  injunction  which  had  been  holding 
the  intrastate  rates  to  the  level  prescribed  by  the  Interstate  Com- 
merce Commission  in  docket  No.  11703,  the  Illinois  intrastate 
case,  since  shortly  after  the  promulgation  of  the  order  in  that 
case. 

Previous  to  the  dissolution  of  the  injunction,  on  the  same 
day,  the  Illinois  carriers  held  conference  with  the  Illinois  com- 
mission and  agreed  to  publish  the  10  per  cent  reduction  ordered 
by  the  Interstate  Commerce  Commission  in  Reduced  Rates,  1922, 
before  July  1,  on  three  days'  notice. 

Some  dispute  existed  as  to  the  form  of  the  decree  to  be  issued 
by  the  federal  judge,  the  state  commission  contending  that  a 
specific  clause  exempting  the  question  of  reparation  between 
January  11,  1921,  the  date  of  the  promulgation  of  the  order  in 
11703,  and  April  18,  1922,  the  date  that  order  was  rescinded,  from 
prejudice  under  the  decree.  The  carriers  objected  to  the  inclusion 
of  such  a  clause,  admitting  at  the  same  time  that,  under  the 
decree,  as  proposed,  there  would  be  nothing  to  prevent  a  shipper 
taking  his  suit  for  reparation  to  any  tribunal  he  might  see  fit. 
What  little  argument  there  was  on  the  subject  was  mainly  be- 
tween Bruce  Scott,  of  the  Burlington,  and  the  court.  The  latter 
said  that  if,  as  Mr.  Scott  contended,  no  prejudice  to  reparation 
suits  was  contained  in  the  decree  there  ought  to  be  no  objection 
to  stating  so  specifically.  The  decree,  as  entered,  contained  a 
clause,  written  into  it  by  the  court,  to  the  effect  that  it  did  not 
intend  to  and  did  not  "pass  on  the  rights  of  any  shipper  as  to 
reparation." 


RATES  ON  FOODS  IN  GLASS 

The  Traffic  World   Washington  Bureau 

There  have  been  filed  with  the  Commission  two  complaints 
attacking  the  rates  on  foods  in  glass  shipped  in  packages  such 
as  fiber  board  and  wooden  boxes  and  barrels.  One  is  by  various 
shippers  of  foods  in  glass,  filed  by  Joseph  C.  Colquitt,  formerly 
classification  agent  for  the  Commission,  and  the  other  by  the 
Glass  Container  Association  of  America,  filed  by  Walter  E.  Mc- 
Cornack.  Associated  with  Mr.  McCornack  are  I.  G.  Jennings 
and  John  T.  Hendricks,  traffic  director  of  the  Glass  Container 
Association  of  America.  The  glass  container,  through  these 
complaints,  is  attempting  to  assert  itself,  in  competition  with 
other  containers,  particularly  tin.  The  case  is  similar  to  the 
Pridham  case,  whereby  the  fiber  board  obtained  equal  right 
with  wood  as  a  shipping  container. 
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POSITIONS  WANTED  OR  OPEN 

POSITION  WANTED — A  highly  successful  Industrial  traffic  man- 
ager, now  employed,  seeks  new  connection  with  larger  manufacturing 
concern.  College  graduate.  Seven  years'  railroad  and  commercial  ex- 
perience. Eastern  states  preferred.  Personal  Interview  arranged. 
Address  S.  L.  J..  care  Traffic  World.  Chicago.  IU. 

POSITION    WANTED— As   traffic    manager  or   assistant.     Twenty 
years'  experience   In   transportation  department  of  large   railway  sys- 
tem.    Graduate  traffic  management  I.  C.  8.  schools.     Address  R.  N.  O. 
Traffic  World.  Chicago. 


Atk   for  Samplrt 
mnj  Pncrt  Todmy 


EDGAR  IMPROVED  CAR  SEAL 

SALEM  PRODUCE  (OMI'XNt. 
Salem,  S.  Dakota,  say»:  "We  are  very 
much  pleased  with  the  service  given  by 
Edgar  Seals,  and  we  expect  to  use  them 
as  lone  a*  we  have  any  use  for  seals. 
They  are  'Insurance  again*!  thieves  on 
which  the  premium  i.s  almost  nothing.'  " 

Tkc  EAsar  Steel  Stsl  a  Hit  ( ...  Uwrract.  Issaai 


JACKSONVILLE.  FLA. 

W1ESENFELD  WAREHOUSE  COMPANY 

General  merchandise  storage  and  distribution. 

Prompt  and  iotellisynt  service. 
References:  Any  jobber  .banker  or  transportation  man  in  the  city. 
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Personal  Service 


Quirk  Despatch 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 

Mia*  n  >-lHni  Wiiilmi.  ,.  tmiliSi.  MJ  km^am  O~lm  •!  ----' 

B.  R.  &  P.  WAREHOUSE,  Inc. 


MESSAGE  TO 

Traffic  Managers: 

Please  inform  your  SALES  MANAGER  he 
can  get  /  00'  ',  efficiency  from  his  selling 
force  by  using  our  DISTRIBUTION  and 
WAREHOUSING  services,  and  eliminate 
traffic  trouble  at  this  end. 

Connections  throughout  Canada. 

National  Cartage  and  Warehousing  Co.,  Ltd. 

Vancouver,  Canada 
Chicago   R«p«-««.nt«tU«:   Burkhart*.  War.houM  S«r»ic« 
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CAPE  COD  CANAL  PURCHASE 

The  Trafe  World  Washington  Bureau 

fnik-r  the  heading.  "The  Deal  for  the  Cape  Cod  Canal,"  Rep- 
retenutlve  Huddleston  of  Alabama,  member  of  the  House  corn- 
on  Interstate  and  foreign  commerce,  has  printed  in  the 
•  s«ional  Record,  under  privilege  of  extension  of  remarks, 
an  attack  on  the  proposed  acquisition  by  the  government  of  the 
Cape  Cod  Canal  at  a  cost  of  $11, 500, 000.    The  House  committee 
ly  favorably  reported  H.  R.  11674.  providing  for  purchase 
of  the  property. 

Mr.  Huddleston  said  that  about  twenty  years  ago  August 
Belmont  and  his  associate  financiers  conceived  the  plan  of  con- 
.-irurting  a  canal  across  Cape  Cop,  BO  as  to  connect  Buzzards  Bay 
with  Cape  Cod  Bay  and  thereby  shorten  the  water  route  from 
New  York  to  Boston  some  65  miles,  and  avoid  the  dangers  of 
passage  around  the  cape.  The  canal  was  opened  for  traffic  in 

"The  venture  was  a  purely  commercial  one  entered  into  for 
purposes  of  profit,"  said  Mr.  Huddleston.  "However,  the  hopes 
of  its  promoters  were  not  borne  out.  The  canal  was  not  a  finan- 
cial success.  By  1!M7  il  had  become  certain  that  the  canal  could 
e;irn  interest  on  the  investment." 

The  Alabamian  then  quoted  from  testimony  given  by  former 

.iry  of  \Var  Baker,  in  1920,  before  the  House  committee 

10  i ho  effect  that  the  owners  of  the  canal  had  been  seeking  to 

if  government  take  "this  burden  off  their  shoulders,"  on 

i  he  ground  that  they  were  patriotic  in  beginning  the  work  and 

that  the  novrniment  therefore  should  take  over  the  property. 

Mr.  Huddleston  said  the  first  step  toward  "unloading  the 
ranal  on  the  government  was  for  its  owners  to  appeal  to  the 
commercial '  instincts  of-  Boston  and  other  New  England  inter- 
ests." He  said  the  argument  was  advanced  that  if  the  govern- 
ment owned  the  property  there  would  be  no  tolls  charged — that 
that  would  mean  a  saving  of  10  cents  per  ton  on  coal,  and  more 
on  other  traffic;  also  that  water  competition  with  railroads  would 
be  stimulated. 

"Hon.  John  W.  Weeks,  then  a  senator,  introduced  a  bill — 
the  opening  wedge,"  continued  Mr.  Huddleston.  "He  succeeded 
in  getting  the  Senate  to  accept  the  substance  of  his  bill  as  a 
rider  upon  the  river  and  harbor  appropriation  act  approved 
August  8,  1917.  The  House  had  never  considered  the  matter. 
Its  committee  had  not  heard  of  it.  However,  the  conferees 
agreed,  with  a  slight  amendment." 

The  rider  authorized  the  Secretary  of  War,  subject  to  future 
ratification  by  Congress,  to  make  a  contract  for  the  purchase  of 
the  property,  the  representative  said.  Then  came  the  war  and 
a  submarine  scare,  he  said,  and  the  Railroad  Administration  took 
over  control  of  the  property  under  the  federal  control  act.  Secre- 
tary Baker  offered  $8,200,000  for  the  property,  but  court  proceed- 
ings resulted  in  no  contract  being  entered  into. 

"Then  there  was  a  change  in  administration,"  said  Mr. 
Huddleston.  "Mr.  Baker,  who  had  refused  to  pay  more  than 
$8,200,000,  went  out  and  Mr.  Weeks  came  in.  As  a  senator  he 
had  driven  the  opening  wedge  to  unload  the  canal  on  the  govern- 
ment. He  lost  no  time  in  agreeing  with  the  canal  owners  to 
pay  them  $11,500,000  for  the  canal.  A  bill  to  confirm  Secretary 
Weeks'  contract  was  introduced  by  Mr.  Winslow,  also  of  Massa- 
chusetts. The  rider  which  had  constituted  the  entering  wedge 
was  upon  a  river  and  harbor  appropriation  bill.  The  subject 
was  one  which  the  rivers  and  harbors  committee  might  well  have 
considered.  However,  the  speaker,  al«o  of  Massachusetts, 
promptly  referred  this  bill  to  the  comm"Vee  on  interstate  and 
foreign  commerce,  of  which  Mr.  Winslo-v.  was  chairman,  a  com- 
mittee having  among  its  members  a  number  of  influential  and 
respected  representatives  also  from  New  England. 

"Promptly  again  the  committee  laid  aside  its  grave  and  im- 
t  public  business  to  consider  the  canal  purchase  which 
Mr.  Weeks  had  agreed  to.  Cape  Cod  took  the  right  of  way.  Be- 
hold, first  to  press  his  measure  upon  the  committee  was  Secre- 
tary of  War  Weeks.  He  even  argued  that  our  government  was 
honor  bound  to  buy  the  canal;  that  equity  and  good  conscience 
required  that  Congress  approve  his  action." 

Mr.  Huddleston  said  there  was  no  emergency  requiring  hasty 
action— that  the  canal  was  in  operation  and  that  the  only  dif- 
the  government  owned  it  would  be  free  tolls 

"Upon  what  theory  it  may  be  claimed  that  the  government 
the  duty  to  the  citizen  to  furnish  him  at  public  expense  a 
ree  artificial  waterway  for  his  convenience,  I  confess' I  am  un- 
able to  see,"  said  he. 

He  charged  that  if  the  government  bought  the  property 
there  would  be  immediate  pressure  to  enlarge  and  improve  it 
and  that  many  millions  of  dollars  would  be  required  for  the 
work. 

Mr.  Huddleston  said  under  the  Baker  administration  of  the 
War  Department  the  direct  cost  of  actual  construction  of  the 
canal  was  found  to  be  $6,243,171.01;  interest  and  taxes  during 
construction,  $748,112.40;  total,  $8,265,743.04.  He  said  the  com- 
pany claimed  a  total  cost  of  $13,053,153.17.  The  board  of  engi- 
neers for  rivers  and  harbors  reported  that  while  it  had  con- 
cluded that  $10,000,000  would  be  a  fair  price  for  the  canal  it  was 
not  convinced  that  an  Investment  of  that  amount  was  Justified  on 


the  part  of  the  United  States  in  order  to  make  the  canal  a  free 
waterway.  The  board  estimated  that  at  4  per  cent  the  interest 
on  $10,000,000  would  amount  to  $400,000  a  year,  and  that,  allow- 
ing $200,000  a  year  for  maintenance  and  cost  of  operation,  the 
total  annual  charges  on  that  basis  would  be  $600,000.  After 
further  computations  It  reached  the  conclusion  that  $2,500,000 
was  "apparently  an  upper  limit  of  any  Justifiable  expenditure  by 
the  United  States  to  acquire  public  ownership  for  commercial 
purposes." 

Mr.  Huddleston  asserted  that  the  canal  had  small  value  for 
national  defense,  saying  that  the  people  who  were  trying  to  sell 
the  property  to  the  government  laid  stress  upon  its  value  for 
purposes  in  connection  with  military  and  naval  strategy.  He 
quoted  from  a  letter  from  the  General  Board  of  the  Navy,  dated 
August  19,  1916,  wherein  the  board  said  it  adhered  to  its  previ- 
ous expressions  "to  the  effect  that  military  necessity  is  not  suffi- 
ciently great  to  warrant  the  department  in  urging  the  expendi- 
ture of  public  funds  to  that  end." 

In  conclusion  Mr.  Huddleston  said: 

This  is  an  administration  measure.  Mr.  Secretary  Weeks  has 
seen  to  that.  As  Secretary  of  War  he  pressed  it  upon  the  com- 
mittee. He  brought  with  him,  for  their  influence.  Secretary 
Hoover  and  Secretary  Denby.  They  want  his  contract  ratified  by 
Congress. 

The  present  administration  came  in  upon  the  slogan,  "Get  the 
Government  out  of  business,"  and,  safe  in,  is  giving  the  people 
a  startling  interpretation  of  its  meaning.  Get  the  Government 
out  of  business  when  it  is  profitable — get  the  Government  into 
the  business  of  lending  money  to  railroads  and  subsidizing  ship- 
owners when  it  is  unprofitable.  Get  the  Government  out  of  busi- 
ness wherein  competition  wif,i  profiteers  and  dollar  grabbers — 
get  the  Government  into  business  when  no  profit  is  probable. 
Get  the  Government  out  of  the  railroad  business  which  would 
furnish  transportation  at  a  reasonable  cost — get  it  into  the  busi- 
ness of  furnishing  a  toll-free  canal. 

The  gentlemen  advocating  this  bill  have  a  spasm  whenever 
Government  ownership  of  railroads  is  mentioned,  yet  they  want 
a  Government  owned  and  free  canal.  It  makes  all  the  difference 
in  the  world  to  their  principles  whether  the  vehicle  of  commerce 
moves  on  rails  as  a  freight  car  or  upon  water  as  a  barge.  They 
would  have  the  Government  provide  a  free  canal,  "but  none  but 
a  Bolshevist  would  think  of  the  Government  owning  a  railroad," 
even  though  a  charge  was  made  for  its  use.  So  long  as  there 
are  profits  to  be  made  these  gentlemen  are  for  unrestrained  indi- 
vidualism; they  view  all  Government  ownership  with  abhorrence. 
But  when  the  enterprise  promises  no  reward,  like  the  Cape  Cod 
Canal,  then  it  is  "Unload  it  on  Uncle  Sam." 


N.  Y.  C.  CHICAGO  TERMINAL 

The  Tragic   World   Washington  Bureau 

The  Commission,  June  14,  announced  that  it  had  denied  the 
petition  of  the  intervening  trunk  lines  for  a  reversal  of  its  posi- 
tion on  finance  docket  No.  1165,  the  application  of  the  New 
York  Central  for  permission  to  acquire  control  of  the  Chicago 
River  &  Indiana  and  the  Chicago  Junction  Railway  Company. 
No  reason  for  the  denial  was  assigned,  but  in  view  of  the  fact 
that  the  Commission  considered  the  application  for  many 
months,  reversal  was  not  expected. 

Petition  for  modification  was  made  by  the  attorneys  for  the 
intervening  trunk  lines  with  a  view  to  getting  themselves  in  po- 
sition to  take  the  matter  to  the  courts  if  the  trunk  lines  decided 
to  continue  their  fight.  They  challenged  the  Commission,  in  their 
petition  for  reversal,  (they  called  what  they  desired  a  modifica- 
tion), to  show  one  word  of  testimony  in  which  the  witness 
claimed  control  of  the  packer  terminal  railroads  would  be  in  the 
public  interest. 

In  the  event  litigation  is  undertaken  the  first  step  will  have 
to  be  unusual.  The  Commission  issued  no  order,  nor  did  it 
issue  a  certificate  of  public  convenience  and  necessity.  It  did 
not  specify  under  which  section  of  the  law  it  came  to  the 
conclusion  that  acquisition  would  be  desirable,  if  and  when  the 
New  York  Central  complied  with  the  conditions  prepared  by 
the  Commission,  each  supposed  to  be  a  sign  of  warning  to  be 
observed  by  the  New  York  Central  in  the  operation  of  the 
property. 

There  being  neither  order,  certificate  nor  specification  of 
the  section  of  the  law  under  which  the  so-called  permission 
was  granted,  the  natural  query  is  on  what  could  an  order  from 
a  court  operate.  But  the  intervening  trunk  lines  faced  a 
similar  situation  in  the  tap  line  case.  The  courts,  however, 
were  persuaded  there  was  something  in  that  case  requiring 
judicial  review.  They  reviewed  the  work  of  the  Commission 
and  made  it  recede  from  its  position  that  tap  lines  were 
not  common  carriers.  The  courts  also  took  control  of  the 
Commission's  "negative  orders"  in  the  Procter  &  Gamble  and 
related  cases.  The  problem  of  getting  into  court,  therefore, 
!  not  so  great  as  might  be  imagined  from  the  fact  that, 
technically  speaking,  there  is  nothing  upon  which  the  court 
could  lay  its  hands. 


LAKE  CHAMPLAIN  &  MORIAH  NOTES 
The  Lake  Champlain  &  Moriah  Railroad  Company  has  ap- 
plied to  the  Commission  for  authority  to  issue  $50,000  of  equip- 
ment gold  notes  in  connection  with  the  purchase  of  10  steel 
center  dump  cars  and  12  steel  hopper  cars  and  the  rebuilding 
of  one  Mikado  type  locomotive. 
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INTERSTATE  COMMERCE  COMMISSION 

Southeastern  Class  Rate  Investigation 

Investigation  instituted  by  the  Commission  of  class  rates  applicable  in  interstate  commerce  within  southern  ter- 
ritory; between  that  territory  and  Ohio  River  crossings  and  points  in  Illinois,  Buffalo-Pittsburgh  and  central  territories, 
and  between  that  territory  and  Virginia  cities,  and  points  in  Trunk  Line  and  New  England  territories.  The  Commission 
in  fixing  interstate  rates  will  consult  with  the  state  commissions  with  a  view  to  bringing  about  greater  harmony  between 
intra.state  and  interstate  rates.  Numerous  fourth  section  departures  are  also  involved. 

First  hearing  Atlanta  on  May  22nd;  subsequent  hearings  are  to  be  held  at  Asheville,  New  Orleans,  Chicago  and 
N>w  York.  For  copies  of  Official  Stenographer's  Minutes  address  the  undersigned. 


THE   STATE    LAW   REPORTING   COMPANY 
OFFICIAL   REPORTERS:     Interstate  Commerce  Commission. 

United   States   Shipping   Board. 

Subscriptions  now  being  accepted  for  the  printed  official  reports  of  the  1921  and  1!'1!1!  Convention  Proceedings  of  the 
Viticin.il    \-M>ciatinn  of  Kail»at   and  I  lilitic-  Commissioner*. 


Publisher!  of  Law  Report* 

235  BROADWAY 
NEW  YORK  CITY 


MUSKOOEE,  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehoutes 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


WACO,'  TEXAS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

On*  Block  on  Mary  at  13th  Street 


GENERAL  FREIGHT  SERVICE  ASSOCIATION 

INCORPORATED, 
TRANSPORTATION  AND  TRAFFIC  SPECIALISTS  FOR  SHIPPERS 


I.   L.    BURLINCAME.    Pr..lH.nt 

W.  E.  McCARRY.  Vi.  .-Pr...  am)  C.n.  M»r. 

1.  C.   RYAN.  Tr.flic   M.n.(.r 


710-711.712  Lacl.de  Gas  Light  Building 
r.lrventh  and  Olive  St...     St.  Louis,  Mo. 

LONG   DISTANCE  TELEPHONE 
BELL-OLIVE  7418 


J.  F.  ROACH.   M.i.«,»r   D«rnurr»i>  D«pl 
ARTHUR  F.     MAID.  Count.) 
E.  H.   MARTIN.  Sal..  M.n.,.r 


OUR  STAFF  OF  EXPERTS  ARE  PREPARED  TO  HANDLE  ANY  OR  ALL  OF  YOUR  TRAFFIC  PROBLEMS 

We  furnish  rates;  route*;  audit  freight  and  demurrage  accounts;  file  and  collect  claims  for  overcharges, 
IOM  or  damage;  handle  cases  of  improper  rate  or  classification  items  for  adjustment;  prepare  and  handle  cases 
to  conclusion  before  the  Interstate  Commerce  Commission,  State  Pub!  <  .>mmisnions,  or  in  any  Court; 

trace  lost  or  delayed  shipment.*;  furnish  consultation  service  on  engineering  matters  involving  plant  locations, 
proper  track  layout  for  economical  operation;  furnish  analytical  studies  and  reports  on  any  matter  in  connection 
with  your  transportation  problems. 

WRITE  FOR  DESCRIPTIVE  CIRCULAR  OF  OUR  COMPLETE  SERVICE 
REFERENCE:— ST.  LOUIS  NATIONAL  BANK.   ST.   LOUIS,   MO. 


W.  J    HARTMAN.  PUCUIHI* 
73 Z    FEDERAL  ST. 
CHICAGO.  U.  8.  A. 


FREIGHT  RATES  FOR  SHIPPERS 


From  points  in  the  Eastern  Seaboard,  Central 
and  Middle  Western  Territories  to  Stations 
West  of  the  Mississippi  River,  also  Wisconsin, 
Illinois,  Indiana,  Ohio  and  Michigan,  as  well 
as  East  Bound  Class  Rates  from  Western 
Basing  Points  to  Stations  East  of  the  Indiana- 
Illinois  State  Line. 

A  reproduction  of  the  Class  and  Commodity 
Freight  Rates,  issued  in  loose  leaf  form  with 
a  monthly  distribution  of  revised  pages. 


A  RECORD  OF  RATES  THAT  EVERY  TRAFFIC  DEPARTMENT  NEEDS 


This  Publication  will  be  sent  to  you  for  Inspection  without 
cost  or  obligation  If  we  are  ftiven  the  privilege. 
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DEVICES  ORDERED 

7'**  Trafc   World   Washington  Bureau 

The  Commission,  June  15,  issued  an  order  In  No.  13413,  in 
the  matter  of  automatic  train  control  devices,  requiring  forty- 
nine  railroads  to  install  train  control  devices  on  specific  divi- 
sions, aggregating  about  5,000  miles,  by  January  1,  1925.  The 
names  <>f  the  railroads  and  divisions  affected  were  set  forth 
in  The  Traffic  World  of  January,  14,  p.  98. 

Meeting  the  contentions  of  the  roads  that  train  control  de- 
vices had  not  yet  been  perfected  to  an  extent  to  justify  the 
order  and  that  the  cost  of  installation  and  maintenance  was 
not  within  the  present  financial  ability  of  the  roads,  the  Corn- 
on  said  its  investigations  had  shown  that  a  number  of 
of  devices  were  available  to  meet  the  requirements  laid 
down  by  it;  that  the  art  of  automatic  train  control  had  long 
since  passed  the  experimental  stage;  and  that  great  savings 
in  losses  due  to  head-on  and  rear-end  collisions  would  result  from 
the  Installation  of  train  Control  devices.  Damage  to  property 
alone,  aside  from  death  and  Injury  losses,  amounted  to  more 
than  forty  million  dollars  In  the  period  from  1906  to  1922,  the 
rommlsslon  said.  Because  the  cost  of  complying  with  the  order 
depends  on  the  nature  of  particular  installations  and  types  of 
service,  the  Commission  said  the  cost  per  mile  could  not  be 
stated. 

The  railroads  a*e  required  by  the  order  to  make  monthly 
reports  in  the  six-month  period  beginning  July  1,  this  year,  as 
to  the  steps  being  taken  to  comply  with  this  order. 

ARGUMENT  IN  SLIGO  CASE 

The  Traffic   World   Washington  Bureau 

Another  argument  was  made,  June  9,  in  No.  11154,  Sligo  Iron 
Store  Co.  vs.  Western  Maryland,  Director-General,  et  al.,  by  John 
F.  Finerty  for  the  Director-General,  R.  W.  Ropiequet  for  the  com- 
plainant, and  E.  J.  Rich  and  Willis  Crane  for  the  interveners. 
The  further  argument  was  at  the  request  of  the  Railroad  Admin- 
istration on -the  Director-General's  contention  that  the  Commis- 
sion erred  when  it  held  that  the  defendants  were  bound,  by  a 
rule  In  the  tariff  of  an  intermediate  carrier,  to  protect  a  through 
rate  which  would  contain  only  one  increase. 

The  Director-General  has  contended  that  the  holding  out  by 
the  intermediate  carrier,  that  it  would  transport  on  a  com- 
bination rate  to  which  only  one  increase  had  been  applied,  was 
not  binding  upon  carriers  that  had  not  concurred  therein.  Mr. 
Finerty  contended,  in  effect,  that  the  carriers  were  separate  en- 
tities and  that  the  ruling  of  the  Commission  was  in  violation  of 
Its  own  rules  for  the  preparation  and  filing  of  tariffs. 

Mr.  Ropiequet  argued  that  the  Director-General  might  be 
held  responsible  for  every  rate  published  during  federal  control. 
because  the  President  was  the  only  one  authorized  to  make 
rates.  He  was  not  going  that  far.  however,  he  said,  but  was 
confining  himself  to  the  facts  in  this  case,  which  showed  that  the 
shipper  relied  upon  the  holding  out  in  the  tariff  of  the  intermedi- 
ate carrier  that  only  one  factor  in  the  combination  would  be 
increased. 

It  was  ridiculous,  Mr.  Rich  argued,  that  any  one  should 
uphold  the  proposition  that  a  shipper,  before  relying  upon  a  tariff, 
should  satisfy  himself  that  that  tariff  was  prepared  and  filed  in 
accordance  with  the  rules  of  the  Commission.  He  said  that  a 
shipper  has  the  right  to  depend  upon  what  he  finds  in  a  tariff 
as  being  the  legally  applicable  rates. 

Mr.  Crane,  speaking  for  petroleum  interests,  said  that  the 
combination  rule  In  the  tariffs  used  by  his  clients  was  without 
restriction.  Mr.  Finerty  said  that  perhaps  Mr.  Crane's  argument 
would  be  shortened  if  he  (Mr.  Finerty)  would  state,  as  he  did, 
that  the  Director-General  would  admit  that  rates  which  were 
doubly  increased  under  certain  conditions  were  unreasonable  and 
make  reparation.  Mr.  Crane  was  not  satisfied  with  that  admis- 
sion against  interest.  He  desired  a  statement  from  Mr.  Finerty 
that  the  Director-General  would  settle  claims  on  the  theory  that 
the  application  of  more  than  one  increase  constituted  an  over- 
charge. Mr.  Finerty,  however,  said  that  he  had  gone  as  far  as 
be  could. 


COAL  PRODUCTION  REPORT 

"Recovering  from  the  holiday  depression,  the  production  of 
•oft  coal  in  the  tenth  week  6f  the  strike  is  expected  to  pass 
6,000,000  tons,"  the  Geological  Survey  says  in  Its  current  coal  re- 
port. "Production  of  anthracite,  however,  remairs  practically 
«ero."  Continuing,  the  Survey  said  in  part: 

In  the  ninth  w,.,.k  ..f  the.  strlkr  (May  29-June  3)  the  combined 
effect  of  the  Memorial  Day  holiday  nn  \  of  a  pay  day  reduced  produc- 
tion of  bituminous  coal  to  4.623,000  tons.  The  output  of  anthracite  was 
harely  8.000  tons,  and  the  total  quantity  of  all  Coal  raised  was  4  631  000 
tons.  A  yenr  ngo  production.  Including  anthracite,  wns  8.400.000  tons' 
In  the  year  bofor..  that.  11.100,000  tons,  yet  In  ntlther  of  the  years  pre- 
redlni  was  th«  output  nt  this  season  normal,  for  In  1921  the  busi- 
ness depression  was  at  Its  most  acute  stage,  and  In  1920  the  market 
demanded  more  roal  than  could  ho  delivered 

On   Monday   of   the   present    w.  ,-k    (.Tune   5-10)    loadings  were   only 

lt;576  cars,   but  since  then  a  steady  increase   has   heen   reported.     On 

*day  loadings  passed  the  16.000-rnr  mark  for  the  first  time  since 

the   strike   hegnn.   nnd   on   Thursday.   .lime   *.   another   high   record   of 


16.28S  curs  was  set.  The  present  indications  are  that  the  tenth  week 
will  exceed  the  eighth  by  at  least  I  per  cent,  suggesting  an  output 
above  5,000.000  tons. 

In  the  ninth  week  of  the  strike  the  daily  average  number  of  uncon- 
slgned  loads  of  bituminous  coal  was  6,312.  This  figure  includes  all  un- 
billed coal  held  by  all  of  the  carriers.  The  total  is  now  hardly  a  fifth 
of  that  in  the  week  of  April  8. 

The  strike  has  had  but  little  effect  upon  the  total  volume  of  coal 
handled  over  Hampton  Hoails  piers,  for  the  deficit  in  shipments  from 
the  New  River  and  Kanawha  fields  has  been  largely  made  up  by  an 
increase  in  tonnage  from  other  fields  supplying  the  port.  In  the  week 
ended  June  3  the  totnl  quantity  dumped  was  409,413  net  tons,  about 
the  same  as  the  week  before.  In  seasons  of  most  active  business  the 
port  has  handled  550,000  or  even  600,000  tons  a  week. 

The  effect  of  the  strike  is  apparent  in  the  record  of  coal  dumped 
over  tidewater  piers  in  May.  There  was  a  sharp  decline  in  the  ton- 
naKe  handled  at  New  York".  Philadelphia  and  Baltimore.  Dumpings  at 
\4  w  York  dropped  from  643,000  net  tons  in  April  to  264,000  tons: 
dumpings  at  Philadelphia,  from  176.000  to  84,000  tons:  at  Baltimore, 
from  102.000  to  43,000  Ions.  At  Hampton  Koads.  however,  the  M:i\ 
business  exceeded  that  of  April  by  133,000  tons.  Total  dumpings  at  all 
ports  were  2.144.000  tons,  as  against  2,543,000  tons  in  April. 

The  decrease  occurred  chiefly  in  exports  and  in  foreign  bunker 
coal.  Total  exports  for  the  month  were  157,000  net  tons,  barely  half 
those  for  April.  Foreign  bunker  coal  declined  from  453.000  to  344.000 
tons. 

Shipments  to  New  England  continued  at  a  rate  above  800.000  tons. 
An  .iiteresting  feature  of  the  month  was  the  dispatch  of  16,000  tons  of 
coal  from  Charleston,  S.  C.,  to  New  England. 

The  number  of  cars  of  bituminous  coal  on  hand  awaiting  dump- 
ing at  Lake  Erie  on  June  8  was  5.891,  against  20,135  a  year  ago  when 
the  lake  movement  was  heavy.  There  has  been  no  marked  change  in 
the  cars  on  hand  since  May  1. 

Partly  because  of  the  Memorial  Day  holiday,  dumping  of  bitumi- 
nous coal  over  L/ake  Erie  piers  declined  in  the  week  ended  June  4 
The  total  quantity  handled  was  300,312  tons,  of  which  290.445  tons  were 
cargo  coal  and  9,867  tons  were  vessel  fuel.  In  comparison  with  the 
week  preceding  this  was  a  decrease  of  14  per  cent,  and  was  but  30 
per  cent  of  the  dumpings  in  the  corresponding  week  in  1921.  Cumu- 
lative dumpings  during  the  present  season  to  date  stand  at  2,357  642 
tons,  a  figure  much  below  the  record  for  any  recent  year  except  1920 
Much  of  the  tonnage  dumped  at  Lake  Erie  is  being  shipped  down  the 
lakes  to  Buffalo  and  other  ports,  and  the  movement  to  the  head  ot" 
the  lakes  has  been  unusually  small.  Of  the  2.281.645  tons  of  cargo, 
coal  dumped  up  to  June  4,  1,662,621  tons  was  consigned  to  regular  lake 
coal  destinations,  and  619,024  tons  to  destinations  on  Lake  Erie  not 
ordinarily  taking  lake  coal. 

Light  on  the  destination  of  the  cargo  coal  dumped  over  Lake  Erie 
piers  during  the  present  season  may  be  had  from  the  reports  of  coal 
received  at  Duluth-Superior  harbor.  I'p  to  the  end  of  May  only 
4.562  net  tons  of  anthracite  had  been  received,  against  a  minimum 
of  137,000  and  a  maximum  of  291,000  tons  in  the  five  years  preceding 
Receipts  of  bituminous  coal  were  also  far  below  normal.  The  129  140> 
tons  entering  the  harbor  to  May  31  was  less  than  half  that  in  1920 
and  less  than  a  fifth  of  that  in  1917,  both  years  when  the  lake  move- 
ment was  delayed  in  starting. 

,  SSPFSf1^  rece'Pts  in  April  and  May  are  partly  explained  by  the 
fact  that  the  carry-over  of  both  hard  and  soft  coal  from  the  preced- 
ing season  was  exceptionally  heavy  this  year.  On  April  1  stocks  of 
V  mi1, "inn0?8  5n  the,  Lake  SuPer'°r  and  Lake  Michigan  docks  were 

4  004,000  tons,  and  stocks  of  anthracite  670.000  tons.  Today  the  supnlv 
of  anthracite  in  the  docks  is  in  round  numbers  20,000  tons  and  the 
supply  of  bituminous  coal  3,000,000  tons 


GRAIN  CASE  REOPENED 

The   Traffic   World   Washington  B  xmm 

The  Commission,  by  order  given  out  June  13,  reopened  No. 
2929,   the   western   grain   case,   to   consider   the   relationship   of 
the  rates  on  coarse  grains  to  the  rates  on  wheat.     The  reopen- 
ing was  on  application  of  the  carriers  in  the  western  group. 

The  order  on  the  application  of  the  western  carriers  com- 
pletes the  reopening  of  the  case  on  that  question  of  relationship 
of  rates  on  coarse  grains  to  those  on  wheat. 

The  case  has  also  been  reopened  on  the  question  of  the 
boundary  between  the  eastern  and  western  groups.  The  car- 
riers whose  lines  traverse  Illinois  territory,  in  their  application 
on  that  case,  pointed  out  that  the  Commission,  in  its  order  in 
Ihe  grain  case,  had  not  observed  the  boundary  it  had  established 
in  a  supplemental  report  on  Ex  Parte  74.  Nor  had  it  observed 
the  limits  set  to  the  issue  when  it  began  hearings  on  the  case. 
They  asserted  the  Commissioner  presiding  had  specifically  ruled 
that  the  question  of  what  should  be  done  with  Illinois  territory 
was  not  in  issue  in  the  case.  Therefore  they  made  no  represen- 
tations. Everything  that  had  been  said,  they  contended,  indi- 
cated that  the  decision,  when  made,  would  observe  the  boundary 
set  in  Ex  Parte  74. 

The  case  was  reopened  first  as  t.o  the  relationship  in  the 
mountain-Pacific  group.  The  railroads  in  that  group  contended 
they  had  always  charged  the  same  rates  on  coarse  grain  as  on 
wheat.  The  Illinois  territory  phase  of  the  question  was  next 
brought  up  and  now  the  cycle  has  been  completed  by  the  re- 
opening on  the  question  of  relationship  in  western  territory. 
The  carriers  in  that  territory  contended  that  whep  the  rates  in 
their  territory  on  coarse  grains  were  lower  than,4m  wheat,  such 
rates  were  exceptions  to  the  rule. 


TELEPHONE   CONSOLIDATION 

The  Commission  has  issued  a  certificate  certifying  that  the 
acquisition  by  the  Chesapeake  &  Potomac  Telephone  Company 
of  Baltimore  City  and  the  Chesapeake  &  Potomac  Telephone 
Company  of  West  Virginia  of  certain  property  of  the  Cumber- 
land Valley  Telephone  Company  of  Baltimore  City,  will  be  of 
advantage  to  the  persons  to  whom  service  is  to  be  rendered 
and  in  the  public  interest. 
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"Ship  by  Water" 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


TO 


Los  Angeles  Harbor,  San  Francisco, 
Portland,  Seattle  and  Tacoma 

FROM 

New  York,   Baltimore 
Norfolk,        Philadelphia 


Thru  bill,  of  ladlna;  Itauad  to 

San  Otaen,  Oakland,  Stockton,  and  Sacramento.  Calif   ; 
Hawaiian  and  Far  Caat  Point.;   Aaloria.  Or*.;  Grar.  Harbor 
and  Purat  Sound  Porta.Waah.  i  Vancounr  and  Victoria,  B.C. 
fat  rataa.  Data*  of  Sailing  and  otbar  Information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

Moor*  and  Water  Str**ta,  New  York      TaVafcaaa.  k*Cx  Craaa  TIM 

llM .MeV        PMl.llpllil,  Pa.        PitUkurrh,  P..         OrwUnd.  Ohia 

•  SaalkSj.  [>,...!  lu,  OttarMf.  Manaal  aHf. 


And  at  our  Branch  OIBiii  at  porta  of  call.  ate. 


Dollar  Line 

The  Robert  Dollar  Co.) 

Express  Freight  Steamers 
Monthly 

Atlantic-Oriental  Service 

Boston,  New  York  and  Norfolk  to  Yokohama,  Kobe, 
Shanghai,  Hongkong,  Manila  and  Singapore 

Atlantic-Pacific  Coast  Service 

New  York  and  Baltimore  to  Los  Angeles  (Wilmington), 
•  San  Francisco,  Seattle  and  Vancouver,  B.  C. 

Mediterranean-Atlantic  & 
Pacific  Service 

Genoa  and   Marseilles  to  New  York,  Boston,  Los 
Angeles  (Wilmington)    and  San  Francisco 

For  rates,  tailings  and  other  information  apply  to 

Dollar  Steamship  Line 


•ALTIMOir     M*  Ck.mk.i  al  Caai.  *M(. 
•OSTON— III  Sa-.ai«  S<rM< 
CHICAGO     SMH.tritTni.il 
CLEVELAND 


far  Ia4a..| 

Ml  ,   H 


LOS  ANGELES— r«WK  Bactm  *  I'iii  SEATTLE— L.  C.  South  Build,.,! 

VANCOUVEI-4K  Pwidw  Slr~t  W..I 


NEW  YORK     IS  M~r.  Sir*.! 
NORFOLK— IZS  W..I  Bat.  Str«at 
PHILADELPHIA     IM  Sa.  Faurth  Si. 
SAhJ  FRANCISCO     R.ktrt  D»ll.r  Bld|. 

•"ATTLE    ' 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE 


and 


LOS  ANGELES 

San  Pedro  Dist. 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rain  and  Particular*  Apply  to 

Atlantic- Gulf   &  Pacific 
Steamship   Corp. 

St.  Paul  8476       BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Pklla*.lakla 
IM  B.  Tfclrt  St. 

rittakank 

KIT    OIlT.r    B.iMInc 
BaTaaaak.   Ca. 

Bank  a  Tnart    BM(. 

Laa    Aat.lam.    Cat 
Vaa    Nan    Bid*. 


New   Tark 
41    BraaJway 


141  Tba  Arcaaa 
Oaklana.  Cat 
Parr  Taradaal 

Partland.     Or.. 
Ml    Till,    a    Tnait    Blaf. 


UN    L.    C    Baillk    BUa;..    8»attU.    Waak. 
4U    KlUratt   Ba>    BU«  .    BafaU.    N.    T. 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

Sao  Diego.  Los  Angeles  Harbor.  San  Francisco, 

Portland,  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 


SS  "DELCO" 
SS  "NYANZA" 
Al  Steamer 


From  the  Gulf,  Middle  June 
"       "       "          Late  June 
..       «.       »          Early  July 


SS  "REDHOOK"  From  the  Pacific  Coast,  Early  June 

SS  "ELDORADO" "         2nd  half  June 

SS  "DELCO"  "         Late  June 

SS  "ACWIDALE "         Early  July 

SS  "HOBOKEN"        "       "         "  "        Late  July 

Ratn  quoted,  bookino  and  other  information  furntihed  upon 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 

•"*rfc. 


SWAYNE  «  HOYT.  In*. 

4JO  Sanaoma  91. 
San  Franciaao.  Calk*. 


M  Broad  St. 
Naw  York  City 
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TARIFF  PUBLISHING  AGENTS 

Following   In  ii   list   of  tnrifr   puliliyhliiK  uB.-nts.   cuinpik-il    from   tin- 

n, f   iim-i.-i.,i.    r.. linn. -I,.-   I'ummlsalon.      it    will   l>?   published 

•••   i,-,|in-sii  ,1  in  Inform  us  of  any 

nl   ii>    th, -in.     Tlif  f:n  i   tli.it  a  name  Is 

iiiiliriiti-  T|I:II   ihr  agent  bearing 

that   i.  ••!!    Mill    living,    but    niiT.-ly    that    then-    lias 

..  n   to  i.  IHSIII-  thi'  tariff: 

F.  W.  Smith,  agent  for  linos  in  Official  Classification,  143 
Liberty  Street.  New  York,  N.  Y. 

J.  E.  Crosland,  agent  for  lines  in  Southern  Classification, 
215  Transportation  Bldg.,  Atlanta,  Ga. 

R.  C.  Fyfe,  agent  for  lines  in  Western  Classification,  Con- 
solidated Classification  No.  2,  1830  Transportation  Bldg.,  Chi- 
cago, 111. 

F.  A.  Leland,  Southwestern  Lines,  St.  Louis,  Mo. 

\V.  J.  Kelly,  Central  Freight  Association,  608  S.  Dearborn 
St.,  Chicago.  111. 

K.  B.  Boyd,  Western  Trunk  Lines,  Chicago,  111. 

J.    H.   Glenn,   Atlanta   Freight   Tariff    Bureau,    Atlanta,   Ga. 

Win.  J.  Sedgman,  Atlantic  Seaboard  Territory,  320  Broad- 
way, New  York,  N.  Y. 

F.  W.  Gomph,  Pacific  Freight  Tariff  Bureau,  256  Montgomery 
St.,  San  Francisco,  Cal. 

F.  L.  Speiden,  Mississippi  Valley  Territory,  2nd  and  Main 
St..  Louisville,  Ky. 

W.  M.  Hough,  Mississippi-Warrior  Service,  New  Orleans,  La. 

R.  H.  Countiss,  Trans-Continental  Freight  Bureau,  608  S. 
Dearborn  St.,  Chicago1,  111. 

T.  Clem  Beck,  Lake  Shore-Lehigh  Valley  Route,  Michigan 
Central-Lehiph  Valley  Route,  Pere  Marquette-Lehigh  Valley 
Route,  Rate  Basis  and.  Billing  Instructions,  Lake  and  Rail  (East 
Bound).  143  Liberty  St.,  New  York,  N.  Y. 

G.  C.  Ranson,  Canadian  Freight  Association  (Eastern  Lines), 
Montreal,  Que. 

W.  E.  Campbell,  Canadian  Freight  Association  (Western 
Lines),  Winnipeg,  Man.,  Canada. 

W.  J.  Collins,  Canadian  Car  Demurrage  Rules,  Montreal,  Que. 

F.  V.  Davis.  Ohio  and  Pa.   (Coal  Tariffs),  8  East  Chestnut 
St.,  Columbus,  Ohio. 

W.  S.  Curlett,  New  England  and  Trunk  Line,  143  Liberty 
St.,  New  York.  N.  Y. 

J.  E.  Fairbanks,  United  States  and  Canada  (Miscellaneous 
Tariffs).  431  S.  Dearborn  St.,  Chicago,  111. 

C.  W.  Galligan,  Illinois  Freight  Association,  Transportation 
Bldg..  Chicago.  111. 

A.   P.  Gilbert,  Virginia  Lines,  Richmond,  Va. 

G.  B.  Guthrie,  Official  Freight  Directory,  Washington,  D.  C. 
N.  W.  Hawkes,  New  England  Freight  Association,  493  South 

Station,  Boston,  Mass. 

I.  T.  Hanson,  American  Short  Line  R.  R.  Assn.,  International 
Bldg..  Washington,  D.  C. 

S.  J.  Henry,  North  Pacific  Coast  Freight  Bureau,  Seattle, 
Wash. 

H.  A.  Johnson,  Colorado  and  New  Mexico,  Denver,  Colo. 

R.  C.  Munholland,  Pacific  Car  Demurrage  Bureau,  617  Wells 
Fargo  Bldg.,  San  Francisco,  Cal. 

C.  A.  Hunt,  Michigan  Central  Railroad,  Canadian  Southern 
Line  (Bases  for  Rates  and  Billing  Instructions  Eastbound),  De- 
troit. Midi. 

L.  A.  Lowrey,  Chicago  District,  608  S.  Dearborn  St.,  Chicago, 

L.  Agnew  Myers,  New  York  Harbor  (Canal,  Lake  and  Rail), 
326  Mills  Bldg.,  Washington,  D.  C. 

L.  E.  Earlywine,  Central  Electric  Traffic  Association,  308 
Traction  Terminal  Bldg.,  Indianapolis,  Ind. 

J.  C.  Miller,  Baltimore  &  Ohio  Railroad,  Continental  Line, 
Central  State  Dispatch  (Bases  for  Rates  and  Billing  Instruc- 
tions. Eastbound),  Cincinnati,  Ohio. 

C.  W.  Owen,  Southern  Pacific  Co.  (All.  S.  S.  Lines),  Houston, 
Texas. 

J.  A.  Reeves.  Utah.  Salt  Lake  City,  Utah. 

R.  H.  Smith,  Pennsylvania  System  (Index),  411  Seventh 
Ave..  Pittsburgh,  Pa. 

M.  S.  O'Connor,  Empire  Line,  New  York  Central  Railroad 
Co.  (Guide  Book),  Cleveland,  Ohio. 

M.  C.  Strawn,  Oregon,  Foot  of  Alder  St.,   Portland,  Ore. 

J.  B.  Sweeny,  Eastern  and  Interior  Eastern  Points  (Rail 
and  Water)  to  Southern  Points,  Baltimore,  Md. 

J.  B.  Stewart.  Ontario  Central  Despatch,  Michigan  Central 
R.  R.  (Cniclo  Hook),  N.  Y.,  O.  &  W.  Ry.,  New  York. 

K.  H.  VaurO'an,  Blue  Ridge  Despatch  (Guide  Bock)  Cin- 
rinnatl,  Ohio. 

Kind  Wild,  Jr.,  Colorado-Utah  Freight  Bureau,  Denver,  Colo 

G.  C.  Wright,  Northwest  Freight  Tariff  Bureau,  175  East 
4th  St.,  St.  Paul.  Minn. 

W.  P.  Emerson,  Gulf  Ports,  New  Orleans,  La. 

A.  C.  Fonda,  Texas  Lines  Tariff  Bureau,  Dallas,  Texas. 

J.  J.  Cottrell,  Southern  Lines,  Richmond,  Va. 

G.  P.  Conard.  Railway  Equipment  Register.  424  West  33rd 
St.,  New  York,  N.  Y. 

Chas.  S.  Fay,  Louisiana  Lines,  New  Orleans,  La. 


Thornton  Lewis,  Kanawha  Dispatch,  C.  &  O.  Ry.  Bases  for 
Rates  and  Billing  Instructions  (Eastbound),  Cincinnati,  Ohio. 

It.  H.  Smith,  Star  Union  Line  Guide  Book,  Bases  for  Rates, 
Dase.s  for  Rates  and  Billing  (Eastbound),  Pennsylvania  System, 
Pittsburgh,  Pa. 

Nat.  Duke,  Bases  for  Rates  and  Billing  Instruction  (East- 
bound),  Lacka wanna  Line,  Lake  Shore-Michigan  Centrai-Pere  Mar- 
quette,  New  York,  N.  Y. 

M.  S.  O'Connor,  Merchants  Despatch.  Bases  for  Rates  and 
Billing  Instructions  (Eastbound),  New  York  Central  Fast  Freight 
Line,  Cleveland,  Ohio. 


TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  will  be  published  from  time 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  any  knowledge.) 

Akron  Traffic  Association.  E.  W.  Swartz,  Pres.;  H.  L.  Sova- 
cool,  Secy. 

Atlanta — Traffic  Club  of  Atlanta.  G.  E.  Boulineau,  Pres.; 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore — Traffic  Club  of  Baltimore.  G.  S.  Harlan,  Pres.; 
C.  C  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  Stewart  A.  Colpitts,  Pres.;  W.  M.  Macomber, 
Secy.-Treas. 

Brooklyn — Traffic  Managers'  Club  of  Brooklyn.  P.  L.  Ger- 
hardt,  Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo— Industrial  Traffic  Club  of  the  Niagara  Frontier. 
Henry  Adema,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres.;  R.  J. 
Walsh,  Secy. 

Canton,  O.— Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns, 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  J.  A.  Brough,  Pres.;  E.  S.  Buck- 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R. 
Crysler,  Secy. 

Cincinnati — Traffic  Club  of  the  Chamber  of  Commerce.  J.  W. 
Flannery,  Chairman;  H.  D.  Berding,  Secy. 

Cleveland  Traffic  Club.  M.  R.  Maxwell,  Pres.;  F.  A.  Gideon, 
Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Courtland.  H.  B. 
Darling,  Chairman;  P.  F.  McManus,  Secy. 

Dallas  Traffic  Club.  Paul  Junkin,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton,  O.— Miami  Valley  Traffic  Club.  T.  T.  Webster, 
Pres.;  M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  T.  C.  Burwell,  Pres.; 
S.  F.  Coay,  Secy. 

Des  Moines  Traffic  Club.  G.  C.  Houk,  Pres.;  C.  A.  Moore, 
Secy. 

Denver  Traffic  Club.  F.  W.  Myers,  Pres.;  C.  B.  Rader,  Secy, 
and  Treas. 

Denver  Commercial  Traffic  Club.  R.  W.  Lentz,  Pres.;  C.  J. 
Hotchkiss,  Secy.-Treas. 

Detroit  Transportation  Club.  O.  S.  Dustin,  Pres.;  T.  R. 
Cochrane,  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  A.  L.  Barrels,  Pres.;  J.  W.  Callahan, 
Secy.-Treas. 

Erie  Traffic  Club.  J.  D.  Sterrett,  Pres.;  M.  W.  Eismann, 
Secy. 

Evansville  (Ind.)  Transportation  Club.  J.  C.  Keller,  Pres.; 
W.  R.  Orr,  Secy.-Treas. 

Flint,  Mich. — Transportation  Club  o'f  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  L.  F.  Burckart,  Secy. 

Fort  Wayne,  Ind.— Traffic  Transportation  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  V.  W.  Davies,  Chairman; 
E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres. ;  C.  F.  Laue, 
Secy. 

Franklin,  Pa.— Oil  City-Franklin  Traffic  Club.  T.  E  Mc- 
Laughlin,  Pres.;  J.  D.  Quinn,  Secy. 

Freeport,  111.— Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  H.  E.  Willard,  Pres.;  W.  H.  Cow- 
din,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pros.:  W.  J.  LaLuzerne,  Secy.-Treas. 

Hartford  Traffic  Asso.  of  Hartford  (Conn.)  and  Vicinity. 
W.  P.  Price,  Pres.;  O.  R.  Peterson,  Secretary  and  Treasurer 

Houston  Traffic  Club.  A.  Kimbell,  Pres.;  F  A  Moulton 
Secy. 

Indianapolis.— The  Traffic  Club  of  Indianapolis.  F.  A  Butler 
Pres.;  G.  N.  Baker,  Secy. 

Jackson  (Mich.)  Transportation  Club.  F.  T  Riley  Pres  • 
J.  C.  Graham,  Secy. 
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DailyTraffic  World 

and 

Traffic  Bulletin 

Contains  daily  all  the  information 
published  later  in  the  weekly 

Traffic  World 

and  in  tin-  weekly 

Traffic  Bulletin 

A  suliseription  also  includes  a  valuable 

SERVICE  FROM  WASHINGTON 

that  makes  the  price  seem  trifling. 

Write   for  Particular* 

THE  TRAFFIC  SERVICE  CORPORATION 

PuUiitin  Thm  TrmlKe  World 

418  S.  Market  Street.  Chicago 


The  Edict  Is  Out! 


You  may  now  know  how  the  Commission'^ 
dc(  i-i<>n  in  the  big  rate  investigation  will 
affect  your  rates  and  the  basis  of  same  on 
and  after  July  I. 

If  you  don't  know  we  can  tdl  you.  Possi- 
bly they  are  unfair  and  need  adjusting. 
If  so,  we  can  determine  this  for  you. 

How  will  your  rates  "line  up"  with  those 
of  your  eom|H'titor  when  these  changes  have 
i  maili •'     An  analysis  we  <  an  make  will 
dearly  -lm\v. 

Advice  and  data  on  any  phase  of  transpor- 
tation supplied  by  experts. 

The  Traffic  Service  Corporation 

SpOTtel  S«ril«.  Depart  m«nt 
MM  Colorado  Bldg.  Washington,  D.  C. 


Gulf  and  Ship  Island 

RAILROAD 


Route  Between 


The  SOUTHWEST 
and  SOUTHEAST 


The  GULF  AND  SHIP  ISLAND  RAIL- 
ROAD, as  shown  by  the  accompanying  map, 
forms  a  link  between  the  ALABAMA  AND 
VICKSBURG  RAILWAY  and  THE  LOUIS- 
VILLE AND  NASHVILLE  RAILWAY,  for 
a  broader  use  of  the  old  established  VICKS- 
BURG gateway  in  the  movement  of  traffic 
between  the  Southwest  and  Southeast. 

A  dependable  fast  through  freight  service  is 
maintained  in  both  directions. 

A  TELEGRAPHIC  RECORD  of  through 
traffic  routed  via  the  Gulf  and  Ship  Island  is 
furnished  shippers  and  consignees. 


H.  H.  SCHUTT,  General  Agent 
Porter  Building,  Memphis,  Tenn. 

W.  P.  WITHERS.  General  Agent 
Great  Southern  Life  Bldg.,  Dallas,  Texas 

W.  H.  L.  NELMS,  General  Agent 
Moore  Building,  Atlanta,  Ca. 
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Jacksonville  Traffic  Club.  James  F.  Mead.  Pres.;  F.  C.  Saw- 
MT.  Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  O.  M.  Odell,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  Ci%  Traffic  Club.  Warren  Gordon,  Pres.;  J.  J.  Cul- 
lington.  Secy. 

Kalamazoo  Traffic  Club.    J.  F.  Campbell,  Pres.;  C.  H.  Wins- 

Msas  City  Traffic  Club.  John  D.  Yates.  Pres.;   Peter  J. 
Rose,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  H.  E.  McGlveron,  Pres.;  J.  T. 
ROM,  Secy.-Treas. 

Los  Angeles  Transportation  Club.  J.  M.  Ford.  Pres.;  L.  G. 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.  Fred  Borries,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Macon,  Ga.— Industrial  Traffic  Managers'  Association.  Ben 
i;il man,  Pres.;  T.  J.  Abrams,  Secy. 

Mansfield.  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marion  (Ohio)  Traffic  Club.  D.  R.  Biggert,  Pres.;  W.  R. 
Aukland,  Secy. 

Memphis  Traffic  Club.  B.  H.  Wallace,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.  F.  C.  Bryan,  Pres.;  A.  C.  Vecke, 
Secy,  and  Treas. 

Minneapolis  Trafllc  Club.  C.  L.  Kennedy,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.  N.  G.  Campbell,  Pres.;  A.  Rennie,  Secy. 

New  England  Traffic  Club,  Boston.  Gerritt  Fort,  Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.  T.  T.  Harkrader,  Pres.;  C.  A.  Swope, 
Secy. 

New  York,  N.  Y.  Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

New  York  University  Traffic  Club.  Charles  Israel,  Pres.; 
Louis  Harber,  Secy. 

Oklahoma  City  Traffic  Club.  Harvey  Allen,  Pres.;  S.  E. 
Golderman,  Secy. 

Omaha — Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  E.  A.  Stringer,  Secy. 

Oshkosh,  Wis.,  Traffic  Club.  C.  M.  Starks.  Pres.;  R.  J. 
Hodson,  Secy.-Treas. 

Pensacola  (Fla.)  Traffic  Club.  R.  K.  Wallace,  Pres.;  P.  W. 
Reed,  Secy. 

Peoria  Transportation  Club.  G.  I.  Sweney,  Pres.;  O.  B. 
Eddy,  Secy.-Treas. 

Philadelphia  Traffic  Club.  E.  D.  Hilleary,  Pres.;  W.  H.  Mont- 
gomery. Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia. 
E.  H.  Porter.  Pres.;  T.  Noel  Butler,  Secy. 

Philadelphia— Philatra  Traffic  Association.  C.  J.  McGinty, 
Pres.;  J.  J.  Coburn,  C.  J.  Rasbold,  Secretaries. 

Pittsburgh  Traffic  Club.  C.  C.  McCarthy,  Pres.;  E.  A. 
Hynes,  Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  M.  A. 
Greenwood,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.  W.  H.  Sainsbury, 
Pres.;  F.  P.  Kensinger,  Secy. 

Portland  (Ore.)  Transportation  Club.  E.  M.  Burns,  Pres.; 
W.  O.  Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Chamber 
of  Commerce.  J.  J.  Duggan,  Chairman;  E.  C.  Southwick,  Secy. 

Ridgeway.  Pa. — Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  A.  S.  Blanchard,  Chairman;  F.  W.  Burton,  Secy. 

St.  Louis  Traffic  Club.  S.  S.  Butler,  Pres.;  S.  E.  Wilson, 
Secy. 

St.  Paul  Transportation  Club.  P.  R.  Flanagan,  Pres.;  C.  A. 
Liggett,  Secy. 

San  Antonio  (Tex.)  Traffic  Club.  R.  H.  Schultz,  Pres.;  R.  L. 
Gohmert,  Secy.-Treas. 

San  Francisco  Transportation  Club.  W.  B.  Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 

San  Francisco.— Pacific  Traffic  Association.  M.  B  Baker, 
Pres. ;  W.  C.  Patterson,  Secy. 

Seattle  Transportation  Club.  Alpheus  Byers,  Pres.;  R.  A. 
Nichols,  Secy.-Treas. 

Sioux  City,  la. — Traffic  Managers'  Club  of  Sioux  City.  R.  A. 
Zwemer.  Pres.;  R.  R.  Wlgton.  Secy. 

Springfield  (Mass.)  Traffic  Club.  S.  Robert  Hart,  Pres.; 
B.  A.  Hapgood.  Secy.-Treas. 

Spokane  Transportation  Club.  A.  S.  Cobb,  Pres.;  F.  J. 
Greene,  Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.  A.  J.  Burns,  Pres  •  M  L. 
Underwood,  Secy. 

Syracuse  Traffic  Club.  W.  J.  O'Neil,  Pres.;  F  M  Varah 
Secy. 

Toledo  Transportation  Club.    W.  O.  Hoist,  Pres.;  J.  J.  Lynch 

•  .  ,   ;. 


Trenton  (N.  J.)  Traffic  Club.  A.  C.  Hoffman,  Pres.;  E.  C. 
Stratton,  Secy. 

Troy,  N.  Y.— The  Traffic  Club,  Inc.,  of  Troy.  George  T.  Rus- 
sel,  Pres.;  G.  S.  Glass,  Secy. 

Tulsa,  Okla.— Transportation  Club  of  Tulsa.  A.  C.  Holmes, 
Pres.;  R.  C.  Hughes,  Secy. 

Utica  (N.  Y.)  Traffic  Club.  C.  F.  Hawes,  Pres.;  C.  E.  Dar- 
rigrand,  Secy,  and  Treas. 

Waco  Traffic  Club.  C.  H.  Carringer,  Pres.;  Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.  T.  J.  Stead,  Pres.;  J.  T.  M.  Du- 
vall.  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.  H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita  Traffic  Club.  J.  H.  Wilcox,  Pres.;  H.  G.  Watts, 
Secy. 

Wichita  Falls  (Tex.)  Traffic  Club.  A.  A.  Spencer,  Pres.;  J. 
W.  Chatham,  Jr.,  Secy.-Treas. 

Worcester  (Mass.)  Traffic  Association.  J.  P.  Sloan,  Pres.; 
J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  J.  Wisner,  Pres.;  J.  F.  Baird, 
Secy. 


Digest  of  New  Complaints 


No, 


No 


No 


No 


No 


No 


No 


No 

No 


No. 


No. 


No. 


No. 


No. 


No. 


13862.  W.  P.  Fuller  &  Co.,  San  Francisco,  vs.  Director  General,  as 
agent. 

Unjust  and  unreasonable  rates  on  petroleum  fuel  oil  from  San 
Francisco  to  South  San  Francisco,  Cal.  Asks  reparation. 

13863.  W.  B.  Conkey  Co.,  Hammond,  Ind.,  vs.  Chicago,  Indianapo- 
lis &  Louisville. 

Asks  that  defendant  be  authorized  and  directed  to  cancel  the 
claim  for  demurrage  on  shipments  of  paper,  lumber  and  coal  at 
Hammond,  Ind.,  because  of  conditions  due  to  the  switchmen's 
strike  in  May  and  June,  1920. 

13864.  Traffic  Bureau,  Chamber  of  Commerce,  LaCrosse,  Wis.,  vs. 
Chicago,  Milwaukee  &  St.   Paul  et  al. 

Unjust  and  unreasonable  rates  on  peanuts  from  the  Virginia 
cities  territory  to  LaCrosse,  Wis.  Asks  reparation  and  Just  and 
reasonable  rates. 

13865.  Anheuser-Busch,  Inc.,  St.  Louis,  vs.  Chicago  &  Alton  et  al. 
Unjust,   unreasonable,  discriminatory,  preferential   or  prejudicial 

rates  on  shipments  of  alcohol  from  St.  Louis  to  Peoria,  since 
January  19,  1921.  Asks  cease  and  desist  order,  just  and  reason- 
able rates  and  repaartion. 

13866.  National  Food  Packers'  Traffic  Assn.  et  al.,  New  York,  N. 
Y,.  vs.  B.  &  O.  et  al. 

Unjust,  unreasonable  ratings  and  rates  applied  to  food  products, 
in  glass,  packed  in  barrels  or  boxes.  Asks  cease  and  desist  order 
and  an  order  requiring  just  and  reasonable  classification  ratings. 

13866.  Sub.    No.   1.     The  Glass   Container  Assn.   of  America,    New 
York  City,  vs.  B.  &  O.  et  al. 

Alleges  that  the  classification  and  ratings  and  rates  resulting 
therefrom  on  L.  C.  L.  shipments  of  food,  in  glass,  in  packages, 
applicable  under  the  offiical  classification,  between  points  in 
official  classification  territory,  are  unjust  and  unreasonable.  Asks 
just  and  reasonable  classification  and  ratings. 

13867.  International   Paper   Co.,    New   York,    N.   Y.,   vs.    Director 
General,  as  agent,  Erie  et  al. 

Unjust,  unreasonable  and  prejudicial  rate  of  22%  cents  per  100 
Ibs.  on  shipments  of  wood  pulp  from  Niagara  Falls,  N.  Y.,  to  Glens 
Falls,  N.  Y.,  to  the  extent  it  exceeded  a  rate  of  20  cents  in  effect 
from  Lockport  to  Hudson  Falls,  N.  Y.  Asks  reparation. 

13868.  John  W.  Focke  et  al.,  Galveston,  Tex.,  vs.  G.  H.   &  S.  E. 
et  al. 

Unjust  and  unreasonable  rates  on  sugar  from  New  Orleans  to 
Galveston.  Asks  reparation. 

13869.  Certain-teed    Products    Corporation,    St.    Louis,    Mo.,    vs. 
Southern  et  al. 

Unjust,  unreasonable,  discriminatory,  prejudicial  and  prefer- 
ential rates  on  prepared  roofing,  asphalt  shingles,  building  and 
roofing  paper,  roofing  cement  and  other  articles  used  in  connec- 
tion therewith,  and  usually  given  the  same  ratings  in  tariffs,  from 
complainant's  plants  at  East  St.  Louis  and  Marseilles,  III.,  York, 
Pa.,  and  Niagara  Falls,  N.  Y.,  to  all  interstate  points  of  destina- 
tion in  Virginia,  North  Carolina,  South  Carolina,  Georgia,  Florida. 
Alabama,  Mississippi,  Louisiana,  Kentucky,  West  Virginia  and 
Tennessee.  Asks  cease  and  desist  order,  just,  reasonable,  non-dis- 
criminatory and  non-prejudicial  through  joint  commodity  rates  and 
reparation. 

13870.  Arcady  Farms  Milling  Co.,  Chicago,  vs.  Nashville,  Chatta- 
nooga &  S't.  Louis  et  al. 

Unjust,  unreasonable  and  prejudicial  rate  of  35.5  cents  per  100 
pounds  on  blackstrap  molasses  from  Key  West.  Fla..  to  Memphis 
Tenn.,  in  that  it  exceeded  the  rates  from  Mobile.  Ala.,  and  New 
Orleans,  La.,  by  more  than  7.5  cents  per  100  pounds.  Asks  repara- 
tion. 

13871.  Mid-Continent   Equipment   and   Machinery  Co.,    St.    Louis, 
vs.  Missouri  Southern  et  al. 

Unjust  and  unreasonable  rates  on  relay  rails  from  Bunker,  Mo., 
*?.;£]  Pas°'  Tex-  Asks  cease  and  desist  order  and  reparation. 

13872.  The  Chas.  H.  Lilly  Co.,  Seattle,  Wash.,  vs.  Oregon  Short 
Line  et  al. 

Unjust  and  unresonable  rates  on  alsike  clover  seed  from  Buhl. 
Idaho,  to  Seattle,  because  higher  than  applicable  rate  on  red  clover 
sped.  Asks  reparation. 

13873.  G.  J.  Helmerichs  Leaf  Tobacco  Co.,   St.  Louis,  vs.   Cincin- 
nati, Lebanon  &  Northern  et  al. 

Exorbitant,  unjust  and  unreasonable  rates  on  leaf  tobacco  from 
Dayton.  Germantown,  Middletown  and  Miamisburg.  O..  to  St. 
Louis,  Mo.  Asks  cease  and  desist  order,  just  and  reasonable  rates 
and  reparation. 

13874.  J.   S.   Hoskins   Lumber   Co.,    Baltimore,   Md..   vs.    Director 
General,  as  agent,  Pennsylvania  et  al. 

Unjust  and  unreasonable  rates,  in  violation  of  the  long-and- 
short-haul  provision  of  Section  4.  on  treenail  wood  from  Hummel 

Si««n  a™   E^flk.en'  PS"  to  Mi"  Creek'  Pa-     Asks  reparation. 

13875.  The  Oklahoma-Southwestern  Ry.  Co.,   Oklahoma  City.  vs. 
St.  Louis-San  Francisco  et  al. 
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The 

Texas  Mexican 

Railway  Company 


Traffic  Representatives: 
C.  M.  Fi.h, 

Traffic  Manager, 

Laredo,  Te*ae 
W.  C.  Beaman, 
A»»t.  Traffic  Manager, 

Laredo,  Texas 
J.  P.  Craven, 
General  Agent, 

Laredo,  Texas 
C.  W.  Fi.h, 

Foreign  Freight  Agent, 
916  Chemical  Building. 

St.  Louis,  Mo. 


Mr.  Consignee: 

We  have  just  com- 
pleted   a   map    of    our 
terminal  facilities  at  Laredo, 
Texas,  showing  the  location  and 
name  of  all  the  industries  and  ware- 
houses located  on  our  tracks;  also  our 
connection  with  the  National  Rail- 
ways of  Mexico. 

Map  shows  the  entire  business  section  of  Laredo  with  block  numbers  and 
names  of  streets  and  avenues. 

These  maps  will  be  furnished  free  upon  request 

Ask  us  about  available  warehouse  or  industry  sites.  LAREDO  in  addi- 
tion to  being  the  GATEWAY  TO  MEXICO  is  supply  center  for  the  new 
MIRANDO  and  MIRANDO  CITY  OIL  FIELDS. 

C.  M.  FISH,  Traffic  Manager,  Laredo,  Texas. 


Increased  Trackage  Facilities 

The  PORT  OF  TACOMA  announces  the  completion 
of  its  Yard  No.  One.  This  yard,  in  connection  with  Piers 
One  and  Two,  is  of  500  cars  capacity  and  will  be  aug- 
mented by  three  similar  yards  upon  completion  of  other 
piers. 

This  trackage  system,  served  at  all  hours  by  our  own 
switch  engine,  insures  the  speedy  dispatch  of  vessels  and 
eliminates  all  delays  in  delivering  cars  to  the  four  trans- 
continental railroads  with  which  it  is  connected. 

PORT  OF  TACOMA 


:   » 
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Inequitable.  unjust  and  unduly  prejudicial  divisions  of  Joint  rates 
and  I  charg.-»  allowed  to  complainant  by  defendant  lines.  Asks  Just 
und  reasonable  Joint  through  rates  and  Just,  reasonable  and  eqult- 

N,.  V^7'."VT,'r':aV.  ^?.TottUOBnrooklyn.  N.  T..  vs.  Bush  Ter- 

""njii^t  "ilnd    ntirviiKoniil.U-    rates    on    wood    pulp    originating    In 


niit    in       ntirviiK.- 

Canada  In  provinces  of  Ontario  and  Quebec  to  Brooklyn  and  other 
station*  near  Neil    N..i-kcity.    Asks  reparation. 
No.    13878      Chicago    Fire    Brick   Co.    et   al..    Chicago,    vs.   Ahnapee    & 

U  i  n7u«t.etunr«asonable.  discriminatory,  preferential  and  Preju- 
dicial rates  on  sewer  pipe  and  wall  coping  from  Brazil  and  Mecca, 
Ind..  to  points  In  Illinois.  Iowa.  Missouri.  Minnesota,  Upper  Penin- 
sula of  MlrhiKan  iiiui  Wisconsin.  Asks  resonable,  non-discrimina- 
tory non-prejudicial  and  non-preferential  rates  and  reparation. 
No.  13879.  Armour  -v  Co..  Chicago,  vs.  Director  General,  as  agent 

l-njust  and  unreasonable  fifth  class  rate  of  19  cents  per  100  Ibs 
on  one  carload  of  catsup  from  Ogden.  Utah,  to  Salt  Lake  City,  to 
the  extent  that  It  exceeded  a  commodity  rate  of  12%  cents.  Asks 

No.  Vwao!"  Armour  &  Co.,  Chicago,  vs.  Director  General,  as  agent. 

I'njust  and  unreasonable  fifth  class  rate  of  27  cents  per  100 
pounds  on  one  carload  of  garbage  grease  from  Gowanda,  N.  Y.,  to 
Chi>-a»;<>  tn  the  extent  it  exceeded  a  subsequently  established 
iinmiioditY  .at,-  ,.f  21!  rents  per  100  Ibs.  Asks  reparation. 

No.  13881.     Armour  Fertilizer  Works,  Chicago,  vs.  Director  General,  as 

TUnJust  an,  I  unreasonable  fifth  class  rate  of  54  cents  on  one  car- 
load of  nitrate  of  soda  from  New  Orleans  to  Sturgeon  Bay,  Wia.. 
to  th,  exi.-nt  that  it  exceeded  the  combination  of  local  rates 
applicable  on  the  same  commodity  over  Milwaukee  subsequently 
established.  Asks  reparation. 
No.  13882.  Armour  Fertilizer  Works,  Chicago,  vs.  Director  General, 

Unjust  and   unreasonable   sixth   class   rate  of   6%    cents  per   100 

pounds  on  leather  waste  from  Gloversville.  N.  Y.,  to  Fonda,  N.   \., 

and  20  cents  per  100  pounds  from  Fonda  to  Chrome,  N.  J.,  because 

in   excess  of  commodity   rate   applicable   from    the   same   point   of 

origin   to  Carteret,    N.   J.,   a  point  1.7    miles   from   Chrome,    N.    J. 

Asks  reparation. 
No.    13883.      Anheuser-Busch,    Inc.,    St.    Louis,    vs.    B.    &    O.    Chicago 

Terminal  et  al. 

I'njust,    unreasonable,    discriminatory,    prejudicial    and    prefer- 

ential   rates    on    mechanical    stoker   material    from    East   Chicago, 

Ind..  to  St.  Louis.     Asks  Just  and  reasonable  rates  and  reparation. 
No.  13884.     Florida  Citrus  Exchange  et  al.,  Tampa,  Fla.,  vs.  Pennsyl- 

vania et  al. 

I'njust    nnd    unreasonable    charges    on    shipments    of    fruits    and 

vegetables  to  New  York  from  Florida  points  because  of  assessment 

of  unloading   and    draylng   charges    due    to   defendants'    failure    to 

make  proper  delivery.     Ask  reparation. 
No.    13885.      Lackawanna   Steel   Co.,    Lackawanna,    N.    Y.,   vs.    Director 

General,  as  agent. 
Unjust,    unreasonable    and    illegal    charges    assessed    on    fluxing 

limestone  from  Cambria.  N.  Y.,  to  Buffalo  (Louisiana  street).    Asks 

reparation. 
No.  13886.    Globe  Iron  Co.,  Jackson,  O.,  vs.  Director  General,  as  agent, 

B.  &  O. 

I  njust,    unreasonable,    discriminatory    and    preferential    charges 

on  coal  from  complainant's  mine  to  his  iron  furnace,  both  in  Jack- 

son.    Asks  reparation. 
No.  13887.     Coastwise   Lumber  and  Supply  Co.,  Inc.,  New  York  City, 

vs.  Pennsylvania  et  al. 

I'njust.  unreasonable,  preferential  and  discriminatory  demurrage 

and   transportation   charges  on   lumber  delivered  at   complainant's 

docks  by  means  of  lighters.     Asks  reparation. 


S.  P.-C.  P.  CASE 


The  Traffic  IVorld  Washington  Bureau 

Application  by  the  interested  carriers  for  permission  to 
continue  the  unified  operation  of  the  Southern  and  Central  Pa- 
cific railroads,  notwithstanding  the  opinion  of  the  Supreme 
Court  of  the  United  States  that  control  of  the  Central  Pacific 
by  the  Southern  Pacific  is  in  violation  of  the  Sherman  anti- 
trust law.  is  expected  as  soon  as  the  mandate  of  the  court  is 
put  out.  The  Southern  Pacific  filed  an  application  for  rehearing, 
but  the  mandate  of  the  court  is  expected  to  issue,  nevertheless. 
The  expectation  that  such  a  move  would  be  made  is  based  on 
two  facts.  The  first  Is  that  influential  men  in  California,  in- 
cluding the  principal  shippers,  desire  the  two  to  continue  as 
a  single  carrier  system.  The  second  is  that  William  Sproule, 
president  of  the  Southern  Pacific,  in  a  statement  about  the 
court's  decision.  Implied  that  the  company  of  which  he  is  the 
head  contemplated  such  action.  The  statement  carrying  that 
Implication  is  as  follows: 

It  Is  needless  to  say  that  the  decision  of  the  Supreme  Court 
«{  the  United  States  carries  the  full  weight  of  judicial  authority 
on  th*  iKsiie  before  the  court:  following  upon  it.  however,  new 
constructive  aspect  M  of  the  subject  have  to  be  considered  as  prac- 
Meiil  questions  for  the  users  of  these  railroads  as  well  as  their 
owner*.  In  order  to  determine  what  Is  best  In  the  public  interest. 

I  take  it  that  the  Supreme  Court  in  passing  upon  the  legal 
qni.  it  ion  Involved  has  not  concerned  itself  with  the  possible  con- 
,«e<iuenc.  .«  in  follow  from  that  decision  under  a  law  which  the 
Transportation  Act  of  1920  supersedes  as  to  the  railroads,  when- 
ever the  Interstate  Commerce  Commission  takes  jurisdiction  under 
the  terms  of  the  latter  act. 

There  can  be  no  doubt  that  all  the  public  tribunals  and 
nslble  officers  of  government  concerned  have  a  common 
desire  to  do  that  which  will  be  practical  and  wise,  and  with 
least  dlntii  rbanoe  to  all  the  parties  concerned,  but  the  positive 
support  of  public  opinion  Is  needful  In  working  out  the  problem 
to  such  a  constructive  conclusion  as  will  allow  this  railroad 
system  to  remain  at  the  service  of  the  public  for  whom  it  was 
designed  as  built.  The  public  have  nothing  to  gain  by  breaking 
up  these  properties;  they  stand  only  to  lose  by  the  complications 
that  would  follow. 

The  Interstate  Commerce  Commission,  following  the  man- 
date In  the  Transportation  Act  of  1920.  has  already  prepared  a 
plan  for  consolidating  the  railroads  Into  a  limited  number  of 
systems.  This  plan  was  tentatively  presented  by  the  commission 
on  August  3.  1921,  serving  notice  on  all  railroads  to  prepare 
for  hearings. 


In  this  tentative  plan  the  Central  Pacific  and  Southern  Pacific 
rema"n  together  It  is  generally  conceded  that  the  Interstate 
merce  Commission,  by  reason  of  its  position,  has  at  Its 
command a  greater  knowledge  of  the  railway  traffic  of  the  United 
ItatS  and  ?ts  competitive  and  other  features  than  any  other 
organization  in  our  nation;  as  a  business  question  the  Commission 
evidently  saw  the  wisdom  of  not  disturbing  the  present  control 
Ind  found  no  reason  to  believe  that  there  was.  any  undue  restric- 
tion of  competition  in  the  situation  now  existing;  or,  if  there 
were  any  titular  restriction  it  was  more  than  balanced  by  the 
other  conveniences  it  afforded  to  the  public. 

The  tentative  grouping  by  the  Interstate  Commerce  Commis- 
sion thus  teHds  to  remedy  the  unfortunate  legal  situation  pre- 
entcd  by  the  Sherman  Act  standing  alone.  The  grouping  indi- 
cated by  the  Commission  provides  the  remedy  by  winch  one  of  the 
principal  transportation  systems  of  the  nation  need  not  be 
torn  asunder,  after  having  been  built  as  one  structure  during  a 
period  covering  several  decades  and  making-  for  the  people  a 
convenient  unit  of  service  covering  almost  the  entire  length  of 

the  There0  s'eenfs'  to  be  proper  motive  for  direct  appeal  to  the 
Commission  to  the  end  that  power  lodged  in  the  Interstate  Com- 
merce Commission  under  present  law  (which  is  the  Transporta- 
tion Act  of  1920)  be  exercised  to  maintain  the  operations  of  this 
transportation  system  as  a  unit  justified  by  the  general  experi- 
en^e  of  the  people  served;  and,  if  necessary,  for  this  purpose  a 
new  power  might  well  be  created  by  appropriate  legislation. 

EXEMPTION  FROM  CLAYTON  ACT 

The  Traffic   World   Washington  Bureau 

The  New  York,  Chicago  &  St.  Louis  and  the  Lake  Erie  & 
Western,  in  a  joint  application  under  paragraph  (2)  of  section 
(5)  of  the  interstate  commerce  law,  have  asked  for  authority 
to  enter  into  an  agreement  between  themselves,  providing  for 
the  exchange  of  materials,  supplies  and  labor,  and  the  purchase 
or  acquisition  of  materials  and  supplies  on  joint  account,  not- 
withstanding section  10  of  the  Clayton  anti-trust  law. 

This  is  the  first  application  of  the  kind  to  be  filed  with 
the  Commission.  It  is  a  novel  proposition,  which,  if  success- 
fully maintained,  will  relieve  all  the  big  railroad  systems  of 
a  considerable  amount  of  worry  they  have  had  ever  since  the 
part  of  the  Clayton  law  in  question  has  been  operative.  The 
application  was  signed  by  W.  A.  Colston,  vice-president  and 
general  counsel  for  the  Nickel  Plate  and  vice-president  for  the 
Lake  Erie  &  Western. 

"The  object  of  said  agreement,"  said  the  two  companies 
in  their  application,  "is  to  relieve  the  applicants  of  the  necessity 
of  complying  with  section  10  of  the  so-called  Clayton  anti-trust 
act,  in  so  far  as  transactions  between  the  applicants  are  in- 
volved, thereby  avoiding  inconvenience  and  delay  and  enabling 
the  applicants  to  more  efficiently  and  economically  operate  their 
properties  and  provide  improved  service  to  the  public." 

The  agreement  provides  that  either  company  may  purchase 
materials  and  supplies  for  their  joint  account,  or  each  singly 
may  buy  or  acquire  enough  for  both  and  then  pass  it  on  at  an 
increase  of  10  per  cent  over  cost  to  cover  overhead  and  other 
supervision,  and  otherwise  act  as  if  the  fact  that  the  same  in- 
terests control  both  the  Nickel  Plate  and  the  Lake  Erie  & 
Western  made  them  one  entity  in  dealing  with  the  public,  but 
separate  entities  in  dealing  with  each  other. 

The  application  is  no  novel  that  officials  of  the  Commission 
who  deal  with  the  financial  affairs  of  railroads  are  curious  as 
to  the  argument  W.  A.  Colston,  formerly  their  superior,  will 
make  in  support  of  his  proposition,  that  paragraph  (2)  of  sec- 
tion (5)  can  be  invoked  to  mitigate  the  drastic  provisions  of 
the  Clayton  anti-trust  law.  The  paragraph  in  question  author- 
izes the  Commisison,  if  the  public  interest  permits,  to  authorize 
one  railroad  to  purchase  or  otherwise  control  another  by  meth- 
ods short  of  complete  consolidation.  The  Nickel  Plate  and  the 
Lake  Erie  &  Western,  except  as  a  legal  fiction,  constitute  one 
property  now.  The  Commission,  by  recently  issued  permits, 
authorized  common  directors  and  officers.  But  how  the  para- 
graph can  be  construed  to  permit  them  to  deal  with  each  other, 
in  the  purchase  of  materials  and  supplies  on  any  basis  other 
than  that  of  complete  strangers,  has  not  yet  been  pointed  out. 

Hearing  on  the  subject  will  be  held  June  19  by  Examiner 
Ray  W.  Clarke.  While  no  information  had  been  received  on 
that  point,  it  was  supposed,  at  the  time  the  hearing  was  set, 
that  Mr.  Colston  would  appear  in  person  and  point  out  how 
the  paragraph  was  to  be  made  to  operate  as  a  shield  against 
the  Clayton  anti-trust  law. 


CONSOLIDATED  CLASSIFICATION  DOCKET 

In  the  weekly  Traffic  Bulletin  of  June  17  is  printed  Docket 
No.  11.  of  the  Consolidated  Classification  Committee,  for  hear- 
ings of  the  Official,  Southern,  and  Western  Classification  com- 
mittees, for  consideration  of  petitions  for  changes  in  rules,  de- 
scriptions, ratings,  and  minimum  weights.  The  Western  hear- 
ings will  be  at  Chicago,  July  10.  The  Official  and  Southern 
hearings  will  be  at  Atlantic  City,  July  17. 


The  governmental  departments  in  Washington  are 
scattered  from  one  end  of  the  city  to  the  other,  but  the 
free  service  rendered  Daily  Traffic  World  subscribers 
embraces  them  all. 
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SAY  IT  WITH  FREIGHT 


Lackawanna 

Railroad 


If  you  want  your  freight  transported  with  care  and 
celerity  consign  it  via  the  Lackawanna  Railroad,  "mile 
for  mile  the  most  highly  developed  railroad  in  America." 

If  you  contemplate  locating  an  industrial  plant 
or  warehouse  in  the  territory  through  which 
the  Lackawanna  Railroad  passes  communicate 
with  Mr.  J.  F.  Muller,  Industrial  Agent,  Lacka- 
wanna Railroad,  90  West  St.,  New  York  City. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distributor 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warrhou  es 


feet  above  normal  tide,  toauring  you  abaolute  safety  frotn  hacardt  of  all  kind*. 

COTTON  CONCENTRATION  COMPANY,  Inc. 


it*  acparated  by  14  inch  flrc  wall*.     A.  D.  T.  Watchman  Service      LOW  INSURANCE  RATRS 
itely  300.000  aq.  ft.  floor  •pact,  it  devoted  entirely  to  the  handling  of  merchandise  distribution 


l  ' 


»t**,  GALVESTON 


-.*-— 
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Docket  of  the  Commission 


Not*.  Items  In  the  Docket  marked  with  an  asterisk  (•)  are  new. 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponement*  announced  too  late  to  chow  the  change  In 
this  Docket  will  be  noted  elsewhere. 

June    19 — Washington,    D.    C. — Examiner    Shanafelt: 

12840— G.  B.  Markle  Co.  (now  Jeddo  Highland  Coal  Co.)  vs.  Director- 
General. 

June  19 — Argument  at  Washington,  u.  C.: 
12653— Tin-  Mangeladorf  Seed  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12653  (Sub.  No.  1) — The  Mangelsdorf  Seed  Co.  vs.  Director  General 
12695— Hudy-Patrick  Seed  Co.  v».  I.  &  G.  N.  et  al. 
12695  (Sub.  No.  1) — Rudy-Patrick  Seed  Co.  vs.  Director  General. 
12859 — Hixon  Lumber  Co.  vs.  C.  B.  &  Q.  et  al. 

13033 — The  Atchlson  Board  of  Trade  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
13549 — Divisions  of  joint  rates,    fares   and   charges   on   traffic   Inter- 
changed   between    Nevada-California-Oregon    Ry.    and   its   connec- 
tions. 

June  19 — Phoenix,   Ariz. — Examiner  Keene: 

12929 — Interstate   rates  on   grain,    grain   products   and   hay,    In   car- 
loads, between  points  In  the  western  and  mountain-Pacific  groups. 
June  20 — Hartford,  Conn. — Public  Utilities  Commission  of  Connecticut: 

Finance  Docket  2336— In  the  matter  of  the  application  of  the  N.  Y. 
N.  H.  &  H.   R.  R.  Co.  for  a  certificate  of  public  convenience  and 
necessity  authorizing  It  to  abandon  a  branch  line  of  railroad. 
June  20 — Argument  at  Washington,  D.  C. : 

12722— Roxana  Petroleum  Corp.  vs.  Director  General,  Wichita  Fall* 
&  Northwestern  et  al. 

12794— Eddy  &  Eddy  Mfg.  Co.  vs.  Director  General,  Mo.  Pac.  et  al. 

12806 — Ro'xana  Petroleum  Corp.  vs.  Director  General,  C.  &  A.  et  al. 

12806  (Sub.  No.  1) — Roxana  Petroleum  Corp.  vs.  C.  &  A.  et  al. 

11564 — Laclede  Steel  Co.  vs.  Director  General,  C.  &  A.  et  al. 

13217 — Illinois  Glass  Co.  vs.  Director  General.  111.  Term. 

June  21 — Washington.  D.  C. — Examiner  Marchand: 

Valuation  Docket  41 — Chicago,  Terre  Haute  &  Southeastern  Ry.  Co. 

June  21 — Argument  at  Washington,  D.  C. : 
11636 — St.  Louis-San  Francisco  Ry.  Co.  vs.  Nor.  Ala.  et  al. 
12711 — Perry  County  Coal  Corp.  et  al.  vs.  East  St.  Louis  &  Suburban 

et  al. 
12779 — National  Preservers  and  Fruit  Products  Assn.  vs.  Abilene  & 

Southern  et  al. 
12779  (Sub.  No.  1) — National  Preservers  and  Fruit  Products  Assn.  vs. 

Director  General. 

June  22 — Argument  at  Washington,  D.  C.: 

12493 — F.  S.  Smith  &  Son  vs.  Director  General,  Beaumont,  Sour  Lake 
*  Western  et  al. 

538 — Elk  Tanning  Co.  vs.  Erie  et  al. 
13018 — Borden  Sales  Co.  vs.  Director  General. 
13145 — Greene   Cananea  Copper   Co.    vs.   Director   General,   A.    T    & 

S.  F..  et  al. 
June  23 — Washington,  D.  C. — Examiner  Shanafelt: 

13726— General  Fire  Extinguisher  Co.  vs.  Director-General. 
June  23 — Denver.  Colo. — Examiner  Hosmer: 
13770 — L.  W.  Roper  vs.   Director-General. 
June  23 — Washington.  D.  C. — Examiner  Kelley: 

Valuation  Docket  29 — Macon  &  Birmingham  Ry.  Co. 
June  23 — Argument  at  Washington,  D.  C.: 

181— H.  J.  Heinz  Co.  vs.  Director  General.  Pa.  R.  R. 
12901 — Willard  Coal  Co.   et  al.   vs.   Eastern  Ky.   Ry.,   Director  Gen- 
eral, et  al. 

12739— Daisy  Mfg.  Co.  va.  A.  &  V.  et  al. 
June  23— Santa  Fe.  N.  M.— Examiner  Keene: 

1541 — Arizona  Corporation  Commission  et  al.  vs.  Arizona  Eastern 
R.  R.  Co.  et  al. 

June  23— Memphis,  Tenn.— Examiner  Pitt: 
Fourth  Section  Application  12122  of  St.  L.  S.  W.  Ry.— Lumber  from 

Fair  Oaks.  Ark.,  to  Memphis.  Tenn. 

Fourth  Section  Application  12223  of  I.  C.  R.  R.,  Y.  &  M.  V    Ry     L   & 
R-    R..   Sou.    Ry.— Plumbers'    material  from   Louisville,   Ky'to 

Jrleans,  La.    Various  other  miscellaneous  applications. 
June  24— Washington.   D.   C.— Examiner  Shanafelt: 
12827— Republic  of  France  vs.  M.  K.  &  T.  et  al. 
I2825— The  Republic  of  France  vs.  Wheeling  &  Lake  Erie  et  al. 
June  24 — Denver,  Colo. — Examiner  Hosmer: 

I3787— Edward  r.rlmes  and  Samuel  Friedman,  co-partners,  doing 
buaineH  under  the  firm  name  of  Grimes  and  Friedman,  vs.  A.  T. 
A  S.  F.  et  al. 

13651— Edward  Grimes  and  Samuel  Friedman,  doing  business  as 
urine*  ami  Friedman,  vs.  A.  T.  &  S.  F.  et  al. 

'1 — The  James  G.  Noll  Lumber  Co.  vs.  U.  P.  R.  R.  et  al. 
June  24 — Argument  at  Washington.  D.  C.: 

-Fageol  Motors  Co.,  Inc.,  vs.  Director  General,  C.  M.  &  St.  P., 

ft      II  I . 

i«i4 TO  ( SUD.  No.  1  )^— Ji ore] nnd  ATotor  Truck  Co.  vs.  Director  Gcn6r*il 

13005— Wi'irton  Steel  Co.  vs.  Monongahela  Ry    et  al 
coatt      1528~~Concellatlon  of  through  rates  on  apples  from  Pacific 

Ju"«  24— Santa  Fe.  N.  M.— Examiner  Keene: 

—Interstate   rates  on   grain,    grain    products   and    hay,    in    car- 
ids,  between  points  In  the  western  and  mountain-Pacific  groups. 
June  26— Washington.  D.  C.— Examiner  Kelley: 
Va  uatlon   Docket  21— Carolina  R.  R.  Co 

Valuation  Docket  37— Kinston  Carolina  R.  R.  and  Lumber  Co 
Ju"|  26— Argument  at  Washington,  D.  C.: 

Iut7rJ'etFal.BIOOm  &  °O-  V"'  Dlrector  General.  Montpeller  &  Wells 
>73 — Sprngue  Tire  and  Rubber  Co.  vs    Director  General   TT   P   ot  «\ 
F  resume  Tire  and  Rubber  Co.  vs    Director •  General 

"l  C    Bm&eo°f  Commerce  o'  Lincoln,  Neb.,  vs.  Director 


ns.nK2nV,-  c~  Examiner  Shanafoir 
ampton  &  Branchvllle  R.  R.  &  Lumber  Co.  vs.  A   C   L   et  al 


Ju,"«  f^f1"?".  N-  D.—  Examiner  Kephart: 

Hammond  et  al.  vs.  Midland  Continental  et  al 


June  26 — St.  Louis.  Mo. — Examiner  Pitt: 

9702 — Memphis-Southwestern     investigation.     (Further    hearing     on 

question  of  fourth  section  relief.) 

Fourth  section  applications  covered  by  fourth  section  order  No. 
7542,  as  amended,  respecting  rates  on  classes  and  commodities  be- 
tween Mississippi  River  points  via  routes  operating  west  of  Mis- 
sissippi River. 

June  27 — Washington,  D.  C.— Examiner  Marchand: 

Valuation  Docket  5 — Supplemental  valuation  of  Winston-Salem  S.  B. 

Ry.  Co. 
June  27 — Argument  at  Washington,  D.  C.: 

13182— Wichita  Board  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 

12721 — Anderson,  Clayton  &  Co.  vs.  Director  General. 

12485 — Southern  Products  Co.  vs.  Director  General,  Alabama  &  Vicks- 

burg  et  al. 
12365— Oklahoma  Iron  Works  et  al.  vs.  Director  General,  A.  C.  &  Y. 

et  al. 
June  ?8 — Washington,  D.  C. — Examiner  Shanafelt: 

13583 — Burroughs  Adding  Machine  Co.  and   Dalton  Adding  Machine 

Co.  vs.  Mich.  Cent,  et  al. 
June  28 — Salt  Lake  City,  Utah — Examiner  Hosmer: 

12482 — Ogden  Packing  &  Provision  Co.  vs.  A.  T.  &  S.  F.,  Director- 
General,  et  al. 

June    28 — Washington,    D.    C. — Examiner    Marchand: 
Valuation  Docket  8— Wrightsville  &  Tennille  R.  R.  Co. 
Valuation    Docket  27— Louisville    &   Wadley  Valley  R.  R.  Co. 
June  28 — Argument  at  Washington,  D.  C.: 
13047 — City  of  Detroit  vs.  C.  &  O.  et  al. 

385 — Dyer  Packing  Co.  vs.  Director  General,  B.  &  O.  et  al. 
320 — Nivison-Weiskopf  Co.  vs.  Director  General. 
12792 — American  Hominy  Co.  vs.  Director  General. 
June  28— Washington,   D.   C.— Examiner  Kelley: 
Valuation   Docket  40 — Wadley  Southern  Ry.  Co. 
Valuation  Docket  28 — Albany  Passenger  Terminal  Co. 
Valuation  Docket  25— Sylvania  Central  Ry.  Co. 
June   29 — Spokane,    Wash. — Examiner   Kephart: 

13576— B.  J.  Carney  &  Co.  et  al.  vs.  Director-General,  A.  T.  &  S.  F. 
et  al. 

June  29— Argument  at  Washington,  D.  C.: 
12816— Hocking  Valley  Brick  Co.  vs.   Director  General  and  Hocking 

Valley. 

1 2846— Dayton  Malleable  Iron  Co.  vs.  K.  &  M.  et  al. 
12878 — Milwaukee  Western  Fuel  Co.  vs.  Director  General. 
June   30— Washington,   D.   C.— Examiner   Shanafelt: 

13614 — The  Hanging  Rock  Iron  Co.  vs.  N.  &  W.  et  al. 
June  30— Salt  Lake  City,  Utah — Examiner  Hosmer: 
1.  and  S.  1562 — Iron  and  steel  articles  from  Utah  common  points  to 

California  points.     Such  fourth  section  departures  as  may  exist. 
June  30-^Argument  at  Washington,  D.  C.: 

12708— Ballou  Brick  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
July  1 — Cairo,  111. — Examiner  Oliver: 

I.  and  S.  1551 — Silica  from  southern  Illinois  points  to  eastern  cities 
portions   of   Fourth    Section    App.    2045.    I.    C.;    2060.    Tucker;    2138 
M.  &  O.;  3233  and  3270,  C.  &  E.  I.;  4218,  4219  and  4220,  M.  P. 
July  1— Williamsport,  Pa.— Examiner  Hunter: 
13566 — Central  Pennsylvania  Lumber  Co.   vs.   Director-General    Sus- 

quehanna  &  N.   Y.   et  al. 
July  1— Seattle,  Wash.— Examiner  Kephart: 

13511 — Albers  Bros.  Milling  Co.  vs.   Director- General. 
July   3 — Minneapolis,   Minn. — Examiner   Howell: 

I.  and  S.  1558 — Coal  from  Kentucky,  Tennessee  and  Virginia  to  north- 
ern and  northwestern  points.  Such  fourth  section  departures  as 
may  exist. 

July  3 — Seattle,  Wash. — Examiner  Kephart: 

12158— Frye  &  Co.  vs.  G.  N.  et  al. 

12158  (Sub.  No.  1)— Swift  &  Co.  et  al.  vs.  G.  N.  et  al. 
July   3— Salt  Lake  City,  Utah— Examiner  Hosmer: 

10856 — Utah   State   Automobile   Assn.   vs.   A.    T.    &   S.    F.,   Director- 
General  et  al. 
July  3 — Cairo,   111. — Examiner  Oliver: 

13733— Vehicle  Supply  Co.  vs.  111.  Cent,  et  al. 

13732— H.  L.  Halliday  Milling  Co.   vs.  Director-General,   M.   &  O. 

13?34 — Cyrus  C.  Shafer  Lumber  Co.  vs.  Director-General,  111.  Cent. 
July  5— Buffalo,   N.  Y.— Examiner  Hunter: 

I.  and  S.  1552 — Increased  switching  charges  at  Jamestown,  N.  Y. 
July  5— Minnaepolis,  Minn.— Examiner  Howell: 

13692— Nick  Roller  vs.  M.  St.  P.  &  S.  S.  M 

13708 — Ewart  Grain  Co.  vs.  C.  R.  I.  &  P.  Ry.  et  al. 
Ju'j'^Washington,  D-  C.— Examiner  Shanafelt: 

13875 — The  Oklahoma  Southwestern  Ry.  Co.  vs.  St.  L.-S.  F.  et  al. 
July  6 — Minneapolis,  Minn. — Examiner  Howell: 

13371 — Washburn-Crosby  Co.  vs.  Director- General. 
July  6— Richmond,  Va.— Examiner  Shanafelt: 

^,<o Richmond  Guano  Co.  vs.  Aberdeen  &  Rockflsh  R.  R.  et  al. 

—Virginia-Carolina  Chemical  Co.   vs.   Director   General,   Wash- 
ington &  Choctaw  Ry. 

13745— Virginia-Carolina  Chemical  Co.  vs.  A.  C    L    R    R    et  al 
July  6— Buffalo,  N.  Y.— Examiner  Hunter: 

13524— Hammond  Iron  Works  vs.   Pa.   R.   R.   et  al.;   portions  Fourth 

Section  App.  1563  and  1572,  B.  &  O.;  1625.  McCain. 
Jujy   6— Louisville.   Ky.— Examiner   McQuillan: 

13610— Henry  Knight  &  Son  vs.   Director-General  and  Sou    Ry. 
Portions  of  fourth  section  application  1548  of  Sou.  Ry.,  which  re- 
late to  scrapped  tin  cans. 

13571— The  L.  &  N.  R.  R.  Co.  vs.  Cumberland  &  Manchester. 
J"ly  6— Argument  at  Washington,  D.  C  • 

N    J?°nStrUetl0n   Snd   repair   of   railway  equipment    (C.   R.   R.   of 

11948— ^The  Glacifer  Co.  vs.  American  Ry   Exp    Co 

•"^•j^Z.™11  I;n£eUClfv'   Utah-Examiner   Hosmer:' 
J25— Wasatch  Coal  Co.  et  al.  vs.  Director-General. 
12328— Jeremy  Fuel  &  Grain  Co.  et  al.  vs.  Director-General 

JU.'£j-rM,VnnTeapoIis'  Minn.— Examiner  Howell: 

3657— W.  H.  Barber  Co.  et  al.  vs.  Alabama  &  Vlcksburg  et  al 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classitication  Change 

Is  Now  Promptly  Told  of 


In 


The  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1— Released  Rate  Order. 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Order* 

4 — Invrxtif mtion  and  Suspension  Orders 

5 — Suspension  Orders  Vscsted 

•—New  Tariffs  and  Supplements  Filed  with  tke  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C 

8— Express  Tariffs  Filed  with  the  I.  C.  C, 

9— Shippint  Board  Tariffs 
10—  Adoption  Notice* 
11— <  rnlral   Freight  Association  Docket 
12 — Central  Freijht  Association  Hearings 
13— C.  F.  A..  Coal,  Coke  and  Iron  Ore  Docket 
14— Illinois  Freight  Association  Docket  •" 

15— National  Perishable  Freight  Committee  Docket 
16—  New   England  Freight  Association  Docket 
17— New  England  Freight   Association  Hearings 
18— Southern  Rate  Committee  Docket 
19— Southern  Rate  Committee  Dispositions 
20 — Southwestern  Freight  Bureau  Docket 
21 — Soathwestern  Freight  Bureau   Hearings 
22 — Texas  Tariff  Buresn    Docket 

23 — Texas  Tariff  Bureau   Hearings  j 

24 — Trunk   Line  Association  Docket  .  / 

25— Trunk  Line  Association  Hearinga 
26— Trunk  Line  Coal  and  Coke  Docket          , 
27 — Trunk  Line  Coal   and  Coke  Hearings     ' 
28— Western  Trunk  Line  Docket 
29 — Western  Trunk  Line  Hearing* 
30 — Western  Trunk  Line  Disposition)! 
31 — Transcontinental  Freight  Bureau   Docket 
32 — Transcontinental  Freight  Bureau    Dispositions 
91 — Southern  Ports  Foreign  Freight  Docket 
34 — Consolidated  Classiflcstion  Docket 
35— Embargo   Notices,   Modifications   and   Cancellations 
36— Steamship  Sailings 
37— Express  Classification  Docket 
38— Address  of  Roads  Filing  First  Tariff  with  I.  C.  C. 

Sample*  and  full  information  Irrt  on  rtqutit 
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the  federal  government. 
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,nte.rmuKa       re        Mo     to  Kan,a.  .City    Mo 
10421—  U-hlKh   Portland   Cement  Co.   vs.   Director  General.   A.   T.   & 

10W—  AtJaa''  Portland   Cement   Co.   v».   Director  General.   A.    T.   & 

J%t$8$i^^^  «-"»!•  ••  af-<- 

13744—  Virginia-Carolina  Chemical  Co.  vs.  Director  General,  as  agent. 
July  8  —  Pnvton.  O.—  Examiner  Ji'\v.  !1: 

I    «nd  S.'  1556—  Newsprint  paper  from  Canada  to  Nashville    Tenn. 
•  I.   and   S.   1556—  Newsprint   paper  from   Canada  to   Nashville.   Tenn. 
(first  •upplemental  order). 


npPn  S.  F.  Ry.-Commodities 

twecn    St.    l-oifis.    Mo.,    and  points   taking.  same   rates   and    Ft. 
Madison.  Shopton.  Mac-utu  and  ftrlcker.  la      Numerous  other  appli- 
cations  relating    to    rates    on    classes    and    commodities    between 
various  points. 
July  10—  Trenton,  N.  J.—  Examiner  Smith: 

13724—  Golding  Sons'  Co.  vs.  N.  Y.  N.  H.  &  H.  R.  R.  et  al. 
July  10  —  Shreveport,  La.  —  Examiner  Oliver: 
•  I     and   S.   1580—Farm   wagons   from   the   Carolines   and   Virginia   to 

Ixnilslana  points. 

July  10—  Detroit.  Mich.—  Examiner  Hunter: 
13685—  F.   M.  Slbley  Lumber  Co.  vs.   Director  General,   Detroit  Ter- 

minal R.  R.  et  al. 

July  10—  Rocky  Mount,  N.  C.—  Examiner  Shanafelt: 
13688—  McDearman  &  Garrett  vs.  A.  C.  L.   R.  R..  Director  General, 

et  al. 
July  10—  Chicago.  111.—  Examiner  Howell: 

I.  and  S.  1568  —  Increased  rates  on  hosiery. 
July   10—  Tacoma.   Wash.  —  Examiner  Kephart: 
13761—  Traffic    and    Transportation    Bureau    of    Tacoma    Commercial 

Club  and  Chamber  of  Commerce  vs.  Nor.  Pac.  et  al. 
July   10—  Shreveport,   La.—  Examiner   Oliver: 

13784  —  Crawford  &  Sebastian  Co.  vs.  C.  R.  I.  &  P.  et  al. 
July   10  —  New  Orleans.   La.  —  Examiner  McQuillan: 

I.   and   S.   1548  —  Cottonseed  oil   from   Oklahoma  producing  points   to 

Louisiana  points. 

Portions  of  fourth  section  application  637  of  F.  A.  Leland. 
July  10—  Indianapolis.  Ind.—  Examiner  Jewell: 

13679  —  public  Service  Commission  of  Indiana  vs.  Ann  Arbor  et  al. 
13671—  The  Public  Service  Commission  of  Indiana  et  al.  vs.  A.  T.  & 

&  S.  F.  Ry.  et  al. 

July   10—  Fresno.   Cal.—  Examiner  Hosmer: 
if  and    S.    1561—  Estimated    weights   and    package   specifications    on 

dried  fruits. 
July  11  —  New  Orleans.  La.  —  Examiner  McQuillan: 

I   .and   S.  1554  —  Sugar  from  Baton  Rouge,   La.,   to  Mobile,  Ala.,  and 

Gulfport,  Miss. 
July  11  —  Indianapolis,  Ind.  —  Examiner  Jewell: 

13695—  Wasimith-Kndlcott  Co.  vs.  Wab.  Ry.  Co.  et  al. 
13691  —  Louts  Sagalowsky  vs.  Baltimore  &  Ohio  et  al. 
July  11  —  Chicago.  111.  —  Examiner  Howell: 

13403  —  Globe  Rendering  Co.  vs.  Director  General. 
July  11  —  Chicago,  111.  —  Chief  Examiner  Quirk: 

13510—  Baltimore  Chamber  of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
July  11  —  Washington,  D.  C.  —  Examiner  Kephart: 

Fourth  Section  Application  Nos.  601,  A.  &  V.  Ry.;  540,  Chattanooga 
Sou    Ry.:  484,  G.  &  S.  I.   R.   R.;  12096,  L.  &  N.   R.  R.;  2045.  I.  C. 
R.  R.:  1625,  C.  C.  McCain  and  others. 
July  12  —  Philadelphia.  Pa.  —  Examiner  Smith: 

11760—  Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pennsylvania  R.  R.  et  al. 
13662—  Duquesne   Slag  Products   Co.    et   al.   vs.    Pennsylvania   R.    R. 

et  al. 

July  12  —  Argument  at  Washington,  D.  C.: 

6606  —  Southern  Pacific  Co.'s  ownership  of  Atlantic  S.  S.  Lines. 
11824  —  Farley  &  Loetcher  Mfg.  Co.  et  al.  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 

July  12—  Chicago.  III.—  Examiner  Howell: 
12873—  C.  A.  Ailing,  doing  business  as  Forest  City  Cotton  Oil  Co.,  vs. 

Director  General. 
13499  —  Konz  Box  and  Lumber  Co.  vs.  Director  General,  M.  St.  P.  & 

S    S.  M..  et  al. 
July  12  —  New  Orleans.  La.  —  Examiner  Mcquillan: 

I.  and  S.  1557  —  Manure  from  New  Orleans,  La.,  to  points  in  Alabama 

and  Mississippi. 

July  12  —  Kalamazoo.  Mich.  —  Examiner  Hunter: 
13157  —  Western   Paper   Makers'   Chemical   Co.    vs.    Director   General, 

Alabama  Central  R.  R.,  ct  nl. 
July  12  —  Savannah,  Ga.  —  Examiner  Shanafelt: 

•13441  —  The  Southern  Cotton  Oil  Co.  vs.  Director  General. 
July  12—  Lake  Charles,   La.—  Examiner  Oliver: 

13051  —  R.   L.   Abbott  et  al.   vs.   Director  General.  C.   R.   I.   &   P.   Ry. 

ft  al. 
July  12  —  Portland,  Ore.  —  Examiner  Kephart: 

13628  —  olni'.v-Hart,    Inc.,    operating    the     Stewart-Warner     Products 

Service  Station.  Spokane.   Wash.,   vs.  C.  M.   &  St.   L.   et  al. 
13541  —  Carlton   Consolidated    Lumber   Co.   vs.    Director-General,    and 

Sou.  Pac. 
July  12  —  Los  Angeles,  Cal.  —  Examiner  Hosmer: 

13808  —  Iliilly   Siisar  Corp.  vs.  Director-General. 
July  13  —  New  Orleans.  La.  —  Examiner  McQuillan: 
13736  —  New  Orleans  Joint  Traffic  Bureau  vs.  Arcade  &  Attica  R.  R. 

et  al. 
July  13  —  Chicago.  III.  —  Examiner  Howell: 

13370  —  The  Clay  Products  Co.  vs.  Director  General. 
July  13  —  Grand  Rapids,   Mich.  —  Examiner  Hunter: 

13655  —  Grand  Rapids  Terminal  Belt  Ry.  Co.  vs.  Pere  Marquette  Ry. 

et  al. 
13431—  Michigan  Paper  Mills  Traffic  Assn.  vs.  Michigan  Central  R.  R. 

et  al. 

July  13  —  Argument  at  Washington,  D.  C.:  • 

•  I.  and  S.  1535—  Lumber  from  California  to  Minnesota  and  Wisconsin. 
July  13  —  Ma  con,  Ga.  —  Examiner  STianafelt: 

13017—  Idonl  Supply  Co.  vs.  Southern  Ry.  Co.  et  al. 
13696  —  Bibb  County  Farm  Bureau  vs.  Central  of  Georgia  Ry.  et  al. 
July  13  —  Portland.  Ore.—  Examiner  Kephart: 

13596—  Pacific  Grain  Co.  vs.  Director-General.  O.-W.  R.  R.  &  N.  Co. 
et  al. 


135*7— Pacific  Grain  Co.  Inc.,  vs.  Director-General,   Nor.  Pac. 
July  14 — St    Louis,  Mo. — Examiner  Jewell: 

I.   and   S.   1544— Cancellation  of  L.   C.   L.   commodity   rates   from   St. 

Louis.  Mo.,  to  southeastern  Missouri  points. 
July  14— New  York,  N.  Y.— Examiner  Smith: 

13177 — Winslow  &  Co.,  Inc.,  vs.  Director  General. 
July  14 — Chicago,  111. — Examiner  Howell: 

1&804— Barnett  Oil   and   Gas   Co.   vs.   Director  General,    Louisville   & 
Nashville  et  al. 
pcake  &  Ohio  Ry.  et  al. 
13698— Thomas  Madden,  Son  &  Co.  et  al.  vs.  Director  General,  Chesa- 

July  14 — Houston,  Tex.— Examiner  Oliver: 

13720— Standard    Rice    Co.,    Inc.,    vs.    Galveston,    Harnsburg    &    San 

Antonio  Ry.  et  al. 
July  14 — Macon,  Ga.— Examiner  Shanafelt: 

13735— Shadburn  Bros.  vs.  Baltimore  &  Ohio  et  al.    _____ 
13794 — Macon  Chamber  of  Commerce  vs.  Louisville  &  Nashville  et  al. 
July   14 — Portland.  Ore. — Examiner  Kephart: 

13776— The  Portland  Flouring  Mills  Co.   vs.   G.   N.  et  al. 
13788— The  Portland  Flouring  Mills  Co.  vs.   S.   P.   &  S.  et  al. 
July   14— San    Diego,    Cal.— Examiner  Hosmer: 

13701 — The  Spreckels  "Savage"  Tire  Co.  vs.  A.  T.  &  S.  F.  el 
July  15 — Portland,  Ore. — Examiner  Kephart: 

Fourth    section    application    12125    of    S.    J.    Henry— Rates    between 
north    Pacific   coast   points— L.    C.    L.    commodity    rates    to    Grays 
Harbor  and  Willapa  Bay  points. 
July  15 — Austin,  Tex. — Examiner  Oliver: 

13072— In  the  matter  of  a  regulation  prescribed  by  the  Railroad  Com- 
mission of  Texas  requiring  carriers   to   slat  stock  cars  for  trans- 
portation of  watermelons  in  Texas. 
July  15— St.  Louis.  Mo.— Examiner  Jewell: 

13625— Mid-Continent   Equipment   and    Machinery   Co.    vs.    M.    &    O. 

13670— The  Walter  A.   Zelnicker  Supply  Co.   vs.   Chesapeake  &  Ohio 

Ry.  et  al. 

July  15 — Argument  at  Washington,  D.  C. : 
12707— Chapin-Sacks  Corp.  vs.  A.  C.  L. 
July  15— New  York,  N.  Y.— Examiner  Smith: 

13221— The  Thomas  Iron  Co.  vs.  Lehigh  &  Hudson  River  Ry.   et  al. 
July  15— Macon,   Ga.— Examiner  Shanafelt: 

13011— Macon  Chamber  of  Commerce  vs.  C.  N.  O.   &  T.  P.  Ry.  et  al. 
13016 — Macon  Chamber  of  Commerce  vs.  A.  C.  L.  R.  R.  et  al. 
July  17 — Chicago,  111. — Examiner  Howell: 

13663— J.  D.  Hollingshead  Co.  vs.  M.  K.  &  T.  Ry.  et  al. 

13697 — Chicago  Fire   Brick  Co.   vs.   C.  &  E.   I.   R.   R.   et  al.,  portions 

Fourth  Section  Appl.  696,  Leland;  1606,  Fulton. 
July  17 — New  York,  N.  Y. — Examiner  Smith: 

13349— David  Kaufman  &  Sons  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 

1354<l — Hooker   Electro  Chemical   Co.   et  al.   vs.   Atlantic   City   R.   R. 

et  al. 
July  17 — Meridian,  Miss.— Examiner  McQuillan: 

13391 — Meridian  Fertilizer  Factory  vs.  M.  &  O.  R.  R.  et  al. 
July  17 — St.  Louis,  Mo. — Examiner  Jewell: 

10912— Acme   Cement   Plaster   Co.    vs.    Director  General,    Pere   Mar- 
quette et  al. 
10950— Acme  Cement  Plaster  Co.  vs.  Director  General,  A.  T.  &  S.  F. 

et  al 
10951    (Sub.    Nos.   1    and   2) — Acme   Cement   Plaster  Co.   vs.   Director 

General.  Quannah,  Acme  &  Pacific  Ry.  et  al. 
10952 — Acme    Cement    Plaster    Co.    vs.    Director    General,    Quannah, 

Acme  &  Pacific  Ry.  et  al. 
July  17 — Argument  at  Washington,  D.  C.: 

13154 — American  Splint  Corp.  vs.  Director  General. 
July  17 — Phoenix,  Ariz.— Examiner  Hosmer: 

I.  and  S.  1555 — Class  arbitraries  between  stations  on  Globe  division 

of  Arizona  Eastern  R.  R. 
July  18 — Waco,  Tex. — Examiner  Oliver: 

13813 — Archnehold  Automobile  Supply  Co.  et  al.  vs.  Albany  Southern 

R.  R.  et  al. 

13656 — Early-Foster  Co.  vs.  A.  T.  &  S1.  F.  Ry.  et  al. 
July  18 — Chicago.  111. — Examiner  Howell: 

13707— Western  Silo  Co.  vs.  111.  Cent.  R.  R.  et  al. 
July  18 — New  York,  N.  Y. — Examiner  Smith: 

13607 — Central  Refining  Co.,  Inc.,  vs.  Director  General. 

13638 — Bristol  Brass  Corp.  vs.  Director  General.  N.  Y.  N.  H.  &  H. 

13638  (Sub.   No.  1)— Bristol  Brass  Corp.  vs.  N.  Y.  N.  H.  &  H.  R.  R., 

Director  General  et  al. 
July  18 — Phoenix,  Ariz. — Examiner  Hosmer: 

13180 — E.  A.  Tovera  &  Co.  et  al.  vs.  Director  General. 
July  19 — Waco.  Tex. — Examiner  Oliver: 

I.  and  S.  1569 — Increase  in  rates  on  cane  seed. 
July   19 — Augusta.   Ga. — Examiner  Shanafelt: 
13714 — Merry  Bros.  vs.  Alcolu  R.  R.  Co.  et  al. 
illy  19 — New  York,  N.  Y. — Examiner  Smith: 
13642 — International  Pulp  Co.  vs.  Director  General. 
13660 — Butterworth-Judson  Corp.   vs.   Director  General.   C.   R.   R.   of 

N.  J. 
July  19 — Tuscaloosa,  Ala. — Examiner  McQuillnn: 

13213 — Tuscaloosa  Cotton  Seed  Oil  Co.  vs.  Southern  Ry.  et  al. 
13213  (Sub.  No.  1)— Gulfport  Grocery  Co.  vs.  L.  &  N.  R.  R. 
July  19 — San  Francisco,  Cal. — Examiner  Kephart: 

I.  and  S.  1566 — Proportional  basing  fares  to  Ogden,  Utah. 
July  20 — Kansas  City.  Mo. — Examiner  McChord: 

*  I.  and  S.  1574 — Petroleum  oil  and  its  products  from  Texas  to  Colorado 

points. 
July  20 — Birmingham.  Ala.— Examiner  McQuillan: 

13781 — Central  Iron  and  Coal  Co.  vs.  Director  General,  M.  &  O.  R.  R. 

et  al. 
July  20— New  York,  N.  Y.— Examiner  Smith: 

13717 — Public  Service  Ry.  Co.  vs.  Director  General,  the  Pa.  R.  R.  Co. 
July  20 — Ft.  Worth.  Texas — Examiner  Oliver: 
13522 — Montrose  Oil  Refining  Co.,   Inc.,  vs.  Director  General. 
13627 — Burnett-Yount  Horse  and  Mule  Co.  et  al.  vs.  Abilene  &  South- 
ern Ry.  et  al..  portions  of  Fourth  Section  Appl.  Nos.  461,  462,  621, 
673  and  678,  Leland. 
July  20 — Chicago,  111. — Examiner  Howell: 

*  I.  and  S.   1573 — Reconsignment  of  lumber  and  other  forest  prodvicts 

at  Dupo,  111. 
July  20 — Oshkosh,  Wis. — Examiner  Hunter: 

13827 — Northern  Hemlock  nnd  Hardwood  Manufacturers'  Assn.  vs. 
Ann  Arbor  R.  R.  et  al.  Portions  of  Fourth  Section  App.  1864,  W. 
H.  Hosmer;  1783,  Hosmer;  2892,  C.  M.  &  St.  P.  Ry.;  4652,  M.  St. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile    to   Jamaica,    Haiti,    Santo    Domingo,    Porto   Rico,    Guadeloupe, 

Martinique,  Barbados,  Trinidad,  Curacao;  also  North  Coast 

South  America,  including  Colombia;  also  Mexican  ports 

EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


ST.  LOUIS  OFFICE:   1217  Pierce   Building 
IRVING  H.  HELLER.  Man««*r 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN.  M.n..,r 

KANSAS  CITY  OFFICE:  1039  New  York  Life  Building 

A.  J.   FORD.   M.n.f.r 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDCER-JENKS  CO.,  Inc. 

25  Beaver  Street 

CHICAGO  REPRESENTATIVE:    M.  EDW.  KIENAPPEL 
112  We.t  Adamt  Street 
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P.  *  8.  8.  M.  Ry. 


;  Director-Genera,  et 

1»4*—  Charles  Harley  Co.  vg.  Director-General. 

12552—  Th»    National    Petroleum    Assn.    et   al.    vs.    Director   General, 

Pa.  H.  H.  et  al. 

July  80—  Phoenix,   Ariz.—  Examiner  Hosmer: 

13765—  Saglnaw  &  Manistee  Lumber  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
13774^Trafflc  Bureau  of  the   Phoenix   Chamber  of  Commerce  et  al. 
V»TA.  T.  &  S.   F.  et  al.     Such  fourth  section  departures  as   may 
exist.' 

July  21  —  San  Francisco.  Calif.  —  Examiner  Kephart: 
1S7M—  Standard  Oil  Co.  vs.  Ariz.  Eastern  et  al. 
13587—  Standard  Oil  Co.  vs.  A.  T.  &  S.  F.  et  al. 
July  21—  Kansas  I'iiy,   Mo.—  Kxamlner  Jewell: 

13055  —  Mc'Jrew  Coal  Co.  vs.  Director  General  and  Mo.  Pac. 
July  21  —  lilrniinghnrn,  Ala.  —  Kxamlner  McQuillan: 
1372&-J.  K.  Thames  vs.   Ala.  &  N.  W.  R    R.  et  al. 
13649  —  J.  K.  Tli.-um'S  vs.  Alabama  &  N.  W.  R.  R.  et  al. 
July  21  —  New  York.  N.  Y.  —  Examiner  Smith: 

13722—  W.-st  Vii-Kinia  Pulp  nnd  Paper  Co.  vs.  Director  General. 
July  22  —  Norfolk.  Va.  —  Examiner  Mackley: 

I.  and  S.  1571—  Cancellation  of  commodity  rates  on  strawberries  from 

Virginia  points  to  eastern  destinations. 
July   22  —  San   Francisco,    CaJ.  —  Examiner   Kephart: 
1§769—  Globe  Grain  &  Milling  Co.  vs.  Director-General.     Such  fourth 

section  departures  as  may  exist. 
July  24  —  Chicago.  111.—  Examiner  Howell: 

9977—  The  Chicago  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 
12614  —  The  Chicago  Live  Stock  Exchange  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 

July  24—  San  Francisco,  Cal.—  Examiner  Kephart: 
13556  —  C.  E.  Grosjean,  doing  business  as  C.  E.  Grosjean  Milling  Co. 

vs.  Director-General. 

13601—  Pacific  Mill,   Ltd.,  vs.  Director  General,   Southern   Pacific  Co. 
et  al. 

July  24—  Kansas  City.  'Mo.  —  Examiner  Jewell: 

13564  —  Western  Petroleum  Refiners'  Assn.  vs.  St.  L.-S.  F.  et  al. 

13563  —  Western  Petroleum  Refiners'  Assn.  vs.  C.  R.  I.  &  P.  et  al. 

13568  —  Western  Petroleum  Refiners'  Assn.  vs.  Mo.  Pac.  et  al. 
July  24  —  New  York,  N.  Y.  —  Examiner  J.  E.  Smith: 

13673  —  Binney  &  Smith  Co.  vs.  Ft.  Smith  &  Western  et  al. 

13723  —  United  Paperboard  Co.,  Inc.,  vs.  Morristown  &  Erie  et  al. 
July  24  —  Knoxville,  Tenn.  —  Examiner  McQuillan: 

13693  —  B.  J.  Thorp  vs.  Director  General. 
July  24—  Douglas,  Ariz.  —  Examiner  Hosmer: 

12364  —  Southern   Arizona   Traffic    Assn.    et    al.    vs.    Director-General, 
Ariz.   Eastern  et  al. 

12391  —  Southern    Arizona   Traffic   Assn.    et   al.    vs.    Director-  General, 

Ariz.  Eastern  et  al. 
July  24  —  Argument  at  Washington.  D.  C.: 

12896  —  East  Bay  Water  Co.  vs.  Director  General. 

12966  —  East  Bay  Water  Co.  et  al.  vs.  Director  General. 
July  25—  Kansas  City.  Mo.  —  Examiner  McChord: 
•  I.  and  S.  1577  —  Minimum  weight  on  liquid  asphalt  and  asphaltum  in 

tank  cars. 
July  25  —  Escanaha,  Mich.  —  Examiner  Hunter:. 

9971  —  National  Pole  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
July  25  —  Dallas,  Tex.  —  Examiner  Oliver: 

13702  —  Boren-Stewart  Co.  vs.  Baltimore  &  Ohio  et  al. 

13703—  L.  M.  Cohen  et  al.  vs.  A.  T.  &  S.  F.  et  al. 


DELIVERY  ON  ORDER-NOTIFY  BILL 

The  dismissal  of  the  claims  of  the  New  York  Central  in  the 
case  of  that  road  against  the  Federal  Sugar  Refining  Company, 
by  the  Supreme  Court  of  New  York,  recently,  upheld  the  con- 
tentions of  the  defendant  that  the  carrier  had  forfeited  its  right 
to  collect  freight  charges  from  the  consignor  by  delivering  ship- 
ments, on  order  notify  bills  of  lading,  without  collecting  charges 
and  without  observing  that  the  surrendered  bill  did  not  bear 
the  stamp  "to  be  prepaid." 

The  controversy  arose  out  of  the  attempt  of  the  railroad  to 
collect,  in  behalf  of  the  director-general,  from  the  sugar  com- 
pany, a  total  of  $187.68  in  freight  charges  on  two  carloads  of 
sugar,  shipped  during  federal  control  to  users  in  Lewiston,  Me., 
and  Wilkes  Barre,  Pa.  The  two  shipments  were  consigned  to 


the  Federal  company  at  the  destinations  mentioned,  freight  col- 
lect, in  care  of  the  local  purchasers.  The  carriers  delivered  the 
uugar,  in  both  instances,  on  surrender  of  the  bill,  without  collect- 
ing the  freight  charges,  although  the  stamp  "to  be  prepaid" 
was  not  shown  on  the  face  of  the  bills. 

An  attempt  to  collect  the  charges  was  not  begun  until 
nearly  two  years  after  the  shipments  moved.  Then  it  was  dis- 
covered that  both  the  purchasing  companies  had  become  "wholly 
insolvent,"  whereupon  efforts  were  made  to  collect  from  the 
Federal  company.  Earnest  A.  Bigelow,  who  argued  the  case 
for  the  defendants,  charged  the  carriers  with  negligence  in  de- 
livering without  collecting  the  charges,  and  pointed  out  that, 
since  this  negligence  made  it  impossible  for  the  shippers  to  col- 
lect the  freight  charges  from  the  purchasers,  on  account  of  the 
intervening  insolvency,  the  defendants  ought  to  have  a  judgment 
against  the  carriers  for  an  amount  sufficient  to  cover  the  freight 
charges,  in  case  the  court  saw  fit  to  order  them  paid  by  the 
Federal  company. 

The  court  held  that  the  carrier  "through  its  own  actual  neg- 
ligence" had  "prejudiced  the  shipper  from  requiring  payment  of 
these  charges  by  the  shipper,"  and  dismissed  the  suit. 

K.  &  O.  STOCK   ISSUE 

The  Commission  has  authorized  the  Kansas  &  Oklahoma 
Railway  Company  to  issue  14,000  shares  of  common  capital  stock 
of  par  value  of  $100  a  share  for  the  purpose  of  paying  for  the 
construction  of  its  railroad  at  a  cost  of  not  to  exceed  $15,000 
per  mile.  The  company  was  organized  in  March,  1920,  with  an 
authorized  capital  stock  of  $100,000,  for  the  purpose  of  construct- 
ing a  railroad  between  Liberal,  Kan.,  and  Forgan,  Okla.,  with  a 
branch  line  into  Texas.  The  Texas  project  was  abandoned,  how- 
ever, the  company  arranging  to  build  westward  through  the  coun- 
ties of  Stevens  and  Morton  in  Kansas  to  Colorado.  At  the  pres- 
ent time  construction  is  being  carried  on  between  Liberal  and 
Richfield,  Kan.,  and  it  is  proposed  to  complete  approximately 
93  miles  of  line,  besides  sidings  and  switches.  About  $100,000  has 
been  spent  to  date  on  the  work,  the  Commission  said.  The 
company,  the  Commission  said,  represented  that  if  authorized 
to  issue  the  $1,400,000  of  stock,  it  would  amend  its  charter  so 
as  to  authorize  increased  capitalization.  Upon  completion  of 
the  road,  the  line  will  have  connections  with  the  M.  K.  &  T.  at 
Forgan,  Okla.,  the  Rock  Island  at  Liberal,  Kan.,  and  the  Santa 
Fe  at  Hugoton,  Kan.  Municipalities  along  the  right  of  way  have 
agreed  to  subscribe  $6,000  per  mile  of  road  completed. 


C.  ST.  P.  M.  &  O.  BONDS 

The  Commission  has  authorized  the  Chicago,  St.  Paul,  Min- 
neapolis &  Omaha  Railway  Company  to  issue  and  sell  at  not 
less  than  93%  per  cent  of  par  $2,700,000  of  5  per  cent  debenture 
gold  bonds  and  to  use  the  proceeds  for  reimbursement  of  the 
company's  treasury,  to  restore  its  working  fund,  to  enable  it 
to  make  additions  and  betterments,  to  purchase  equipment  and 
to  pay  taxes  and  interest.  The  company  said  it  would  sell  the 
bonds  at  the  best  possible  price  and  would  invite  bids  from  prob- 
able purchasers. 


ST.    LOUIS   TERMINAL   BONDS 

The  Terminal  Railroad  Association  of  St.  Louis  has  been 
granted  authority  to  issue  at  par  $25,000  of  general  mortgage 
4  per  cent  bonds  in  part  payment  for  real  estate  purchased  in 
St.  Louis  for  the  development  of  passenger  facilities. 


N.   &   P.   BELT   LINE    NOTE 

The  Norfolk  &  Portsmouth  Belt  Line  has  asked  for  author- 
ity to  issue  a  promissory  note,  for  six  months  at  6  per  cent 
interest,  in  curtailment  and  renewal  of  a  debt  of  $125,000. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 
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GEORGE  L.  BOYLE 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 
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IM  American  National  Baak   Bulldlnc 
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LESSER  &  LESSER 
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aminer. Interstate  Commerce  Commission.) 


GEORGE  T.  BELL 

COMMERCE  COUNSEL 

For  five  yean  Attorney-Examiner,  Interstate  Com- 

merce Commission.  For  ten  years  Commerce  Counsel, 

various  shippers'  organisations,  and  member  National 

Industrial  Traffic  League. 


Woodward  Building 


Washington.  D.  C. 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-18    Liberty    Central    Trust    Building, 

St.  Loula.  Mo. 

Special  attention  to  matters  before  Interstate 
Commerce  and  State  Commissions  and  railroad 
and  rate  litigation  and  claims. 
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Ttltphon*.  Main  Met 
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41«-4Stt.  MARKET  STREET 
T»l»phon«.    Harrison 


Domestic  and  Foreign 

Forwarding 
-    At  Lower  Cost 

PROMPT   forwarding   at    reduml  cost   with    the 
chance  cf  damage  practically  eliminated  is  affordetl 
shippers  by  means  of  the  thru  car  service  to  and  from 
principal  cities  East  and  West  of  the 


FREIGHT  FORWARDING  SERVICE 

on    ll.,ii-rli.>M    Good*,    AutomMbil.-..     M.u  liin<-r\     :ind     I'i.nm-, 

HOUSEHOLD  GOODS 

Shipments  from  loo  to  14.000  pounds  to  or  from  I  he  I'uritic,  the 
AlLintir  Coant  and  intermediate  territon, ,  Southwest  and  Florida. 

AUTOMOBILES 

li>r«.irdrd    l<>   .ni'l    Irmn    tin-    I'.niti.     Co.ist,   tile     \il.mlir   l  ...i-i. 
Florida  and  pracii<  .illv  .ill  territory  intermediate  thereto. 

MACHINERY 

in  shipments  from  loo  to  20,000  pounds  forwarded  to  and  from 
the  East  and  West. 

FOREIGN  SERVICE 

on  all  romiii(iditie».  in  .my  quantity,  forwarded  to  any  place  in 
the  world. 

On  your  next  shipment — write  or  phone  the  nearest  office. 

Trans- Continental  Freight  Co. 

Eiport   and   Domestic   Fr»i»ht    Forward.™ 

General  Offices:     Chicago,  203  So.  Dearborn  St. 
Eastern  Offices:       New  York,  Wool  worth   Bldg. 

BoXon.  Old  South  HuiMint  Ovrlsml.  llipixxlromr  Buildiiw 

Buffalo.  Ellicrrtt  Square  Lo>  Ancekii.  Van  Nuy>  Buiidinx 

Philadelphia.  Dmrl  Buildini  San  FrandKO,  Moiuclnock  BuiMinx 

Cincinnati,  fnion  Tnut  Bu.klin,  .s™tilr.  Alanka  BuildinK 

ijth  and  Kearney  Str<Tt«.  I1.>til.m.l.  Orrgon 


1394 


THE    TRAFFIC     WORLD 


Vol.  XXIX,  No.  25 


A  Warehouse 

that  is  on 

the  Firing  Line. 

T 


HAT    is   where    you    want 
your   merchandise- -at   the 
point   most   directly  in  contact 
with  the  markets  in  which  you 
aim  to  sell  it. 


To  Promote  and  Expedite  Your  Trade  With  the  Vast  West 
and  Southwest,  You  Will  Find  No  Greater  Facility  Than 
This  Modern  Warehouse  of  Fifteen  Thousand  Tons 
Capacity,  Operated  As  a  Part  of  the  Most  Complete 
System  of  Freight- Handling  Facilities  in  America. 

In  The 
Great  St.  Louis  Gateway 

operated  in  conjunction  with  nine 
"universal"  off-track  freight  depots 
and  a  fleet  of  tractors  and  semi-trailers. 


You  'will  learn  something  interesting  of 
the  advantages  of  a  modern  •warehouse 
if  you  will  write  for  one  of  these  booklets 

to  the 


Columbia  Terminals 
Company 

ST.  LOUIS 


June  24.  1922 
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PENNSYLVANIA 
TANK  CARS 


KANSAS  CITY  PLANT 


SHAI3ON        PLANT 


Added  Facilities  for  Car  Repair  Work 

We  show  above  (upper)  two  views  of  our  recently 
completed  car  plant  at  Argentine,  Kansas;  and 
(below)  two  views  showing  freight  cars  being  re- 
paired in  the  yards  of  our  big,  modern  shop  recently 
added  to  our  Sharon,  Pa.,  facilities  for  the  construc- 
tion and  repair  of  freight  and  tank  cars. 

The«e  two  big,  new  shops  afford  our  customers 
an  Eastern  and  a  Western  Plant  where  tank  cars  in 
the  Eastern,  Mid  Continent,  and  Western  fields  may 
be  repaired  quickly  and  sent  back  to  production  field 
operations  in  the  shortest  possible  time. 


"PENNSYLVANIA"  Construction  principles  and 
the  same  quality  workmanship  found  in  "PENN- 
SYLVANIA" Tank  Cars  are  also  available  at  both 
of  these  plants  for  the  construction  and  repair  of 
freight  cars. 

May  we  submit  a  quotation  on  your  car  repair 
needs?  Write  us  for  details. 

THE  PENNSYLVANIA  TANK  CAR  COMPANY 

PENNSYLVANIA  CAR  COMPANY 

PENNSYLVANIA  TANK  LINE 

SHARON.  PENNSYLVANIA 


New  York  St.  Louli 

Draw 


T.mpUo 


City 


I  nl«.i  llnuilon 

Nan  Francisco 


•• 


Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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Airplane  view  of  Galveston  harbor  and  port  facilities,  showing  slip  system  of  docks,  waterfront  tracks 

and  other  transportation  advantages. 

Superior  Service 

This  statement  means  something  when  applied  to  Galveston.  Rail  service  to 
the  port,  dispatch  through  the  terminals  and  prompt  loading  aboard  ship  all  con- 
tribute in  making  this  the  port  of  superior  service  in  this  country. 

The  Port  of  Galveston 

is  recognized  to  be  the  port  of  quickest  dispatch  in  the  United  States.  Your  cargo, 
when  shipped  through  this  port,  is  assured  the  best  possible  handling  in  the  shortest 
time.  And  the  same  thing  applies  on  import  shipments. 

Write  for  port  book.     It  contains  facts  and  figures  which  should  interest  you. 

(ADDRESS) 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texa* 


June  .'»    1911:1 


THE    TRAFFIC     WORLD 


1397 


The  San  Antonio  and  Aransas  Pass  Railway  Co. 


J.  S.  Peter, 

\  ire-Pres.  &  Gen.  Mgr 
San   Antonio,  Tex. 


J.  (  .   Mangham. 
Gen.  Frt.  Agt., 
San   Antonio.   Tex. 


J.  R  Brooka. 
A.  C.  F.  A, 

San   Antonio.  Tex. 


H.  C.  Frank*. 

G««.  Art.   Frt.   DepU. 
San   Antonio.  Tex. 


W.  A.  Springall, 
Com.  Art.. 

San   Antonio.  Tex. 


A.  K.  (  anfifld, 
CMH. 

Houston.  Tex. 


SPEEDY, 
ACCURATE, 

AND 

ACCOMMODATING 
PERFORMANCE 


Making  close 


with  the  Freight 


on  all  principal  lirfes  with  which  we  connect ; 


connect 

our  service  is  unexcelled  with  through  fast  freight  trains  for  carload  and  package  freight  making  the 
time  between  terminals  shown  below,  also  to  Mexico  via  Laredo. 

List  of  Direct  Connecting  Rail  Lines: 


QHMMI 

a<t«n  SlVf 

•Ms  Ant*nl*       S3 


Urrd.  TU  Allct 


!••  , 


14  hr  . 

20  • 

!•    " 


M  hr« 

n   •• 

11     " 

11   •• 


Mkn. 

M    •• 
it    •• 


M 


4    " 
H    " 


Brlow  is  approximate  service  in  days  from  following  cities  and  River  Crossings: 


K<n«««   C  II, 
si    i  onto 


TO 


J  , 


j      -•/• 

« 


s 


lare«*  «to  Mat 


PT 


Proportionate  service  to  above  it  rendered  to  all  intermediate  points. 


Araniai  Harbor  Terminal  Railway 

Fredericksburg  &  Northern  Ry. 

Gulf  Coast  Linei 

Gulf  Colorado  &  Santa  Pe  Ry. 

International  &  Great  Northern  Ry. 

Missouri,  Kansas  fl»  Texat  Ry. 

Southern  Pacific  Lines 

San  Antonio,  Uvalde  fti  Gulf  R.  R. 

San  Antonio  Southern  Ry. 

St.  Louis  Southwestern  Ry.  (Cotton  Belt) 

Sugar  Land  Ry. 

Trinity  flt  Brazos  Valley  Ry. 

Texan  Mexican  Ry. 
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HISTORY  OF  THE  "MORGAN  LINE" 

Shows   Public    Benefit    From    Railroad   Ownership   of   a 

Connecting  Steamship  Line 


By  L.  J.  SPENCE,  Director  of  Traffic 


The  history  of  the  operation  between  Gulf  ports  and  New  York  of  the  steamship  line  of  the 
Southern  Pacific  Company,  commonly  known  as  the  "Morgan  Line,"  exemplifies  the  advantage  to 
the  shipping  public  of  a  steamship  line  owned  and  operated  by  a  railroad  as  a  connection  as  dis- 
tinguished from  a  parallel  steamship  line. 

This  steamship  line  comprises  more  than  one-half  of  the  average  mileage  of  the  SUNSET 
ROUTE  between  California  and  New  York  and  has  continuously  operated  when  the  service  of 
other  steamship  lines  has  been  curtailed  or  suspended.  For  example,  upon  the  outbreak  of  the 
Spanish-American  War,  when  all  other  coastwise  vessels  passing  through  the  Florida  Straits 
between  the  Florida  and  Cuban  coasts  were  withdrawn,  the  service  of  the  "Morgan  Line"  was  con- 
tinued and  the  war  risk  upon  all  merchandise  was  assumed  by  the  Southern  Pacific  Company. 
After  the  outbreak  of  the  World  War,  when  a  considerable  number  of  other  vessels  were  diverted 
from  the  coastwise  service  to  enjoy  the  enormous  profits  available  in  trans-Atlantic  business,  the 
regular  sailings  of  the  "Morgan  Line"  were  maintained. 

The  moral  to  be  drawn  is,  that  while  other  steamships  may  be  diverted  from  regular  coast- 
wise service  at  any  time  that  a  more  profitable  field  may  be  open  to  them,  the  incentive  of  a  railroad 
to  continue  the  regular  operation  of  a  connecting  steamship  line,  upon  which  it  depends  for  direct 
access  to  an  important  section  of  the  country,  is  absolutely  controlling  and  is  a  guarantee  to  the 
public  of  a  regularity  and  permanency  of  service  which  cannot  be  otherwise  assured. 
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•uU  W  Mb.  p^hb  w  «*r  </  THE  TRAFFIC  SERVICE  COR 
•nd  riniM  W  ilT Chn»  «r  I 


•  No  York 


TERMS  OP  SUBSCRIPTION 

ONE  YEAR »l«.«0 

SIX  MONTHS .  .         t.M 

THREE  MONTHS    .    .        .  VK 

SINGLE  COPY « 


4IMJO  South  Market  Street. 
CHICAGO.  ILL 


Colorado  Building. 


It  is  a  fact,  is  it  not,  that  the  railroads  have  not  been  and 
are  not  now  being  allowed  earnings  sufficient  to  replace 
worn  "tit  equipment  or  keep  it  in  proper  repair?  Shall 
we  relm-dy  that  condition  merely  by  pointing  it  out.  and 
fo-tering  competition  by  water  and  motor  truck? 

\Ve  think  even  many  men  who  follow  transporta- 
tion as  a  Inisines-  do  not  think  deeply  along  this  line. 
We  ha\e  -ecu  them  applaud  speeches  of  the  kind  to 
which  we  have  been  referring  and  heard  them  speak 
\\ith  approval  of  this  or  that  water  project  merely  be- 
cause it  meant  lower  rate*.  And  as  for  the  public — the 


WATER  COMPETITION 


WASHINGTON.  D.  C.  public  uneducated  in  transportation  science — it  swal- 
lo\\-  that  -ort  of  thing  with  avidity,  as  why  should  it 
not?  It  is  for  per-. ,n-  \\lio  are  capable  of  analyzing 


On    every    hand,    even    from    quarters    where    then      Humiliation  and  o^uu-ring  ii   ^y  to  present^  the  cor- 
-hould    be    deeper    thought    and    fuller    information,    we 
hear   the   plea    for    increased    facilities    for    water   trans- 
portation becau-e  "carriage  by  water  i-  -•>  much  cheajx-r 


view.  Let  there  be  water  transportation,  by  all 
mean-,  wherever  there  is  a  real  commercial  demand 
and  ncce-sit\  for  it:  but  let  us  not  forget  that  the  failure 

than  by  rail"  ami  because  "the  ra.ln.ad-.  w  hen  the  great  "f  "ur  r:"'  '""^  "'  fmuMi"n  a«H»ately  is  a  thing  to  be 

volume  of  ,ram,               with  revived  bus,,,.--,  will  no,  f™™>-  :'»'<  th;it  "lir  «**>   lie«  '"  «^ting  measures 

handle    il                   tclv     be                      the   condi-  tllat  Ul"  tIlallK'  llu'm  "'  m:'kl'  :l  l:ilr  I'r"ht  a"d  thuS  con- 

t..-n   of    their   equ.pm,  nt ."      Thi                                   not    the  tlnllc 
only  argument   made  in  favor  of  this  or  that  waterway 

improvement,  but  it  is.  at  least,  one  of  the  principal  SHIP  SUBSIDY  AND  LIQUOR 
argumer  m  connection  with  the  pn.po-,-,]  An  t. ,-,-,„.,  ^  being  made  by  friends  of  the  propo-ed 
nal.  with  the  pr..p.,-,-,|  deep  waterwav  ^,ip  >ubsidy  legislation  to  show  that  its  opponents  are 
from  the  ( ireat  I  the  <iulf.  with  the  government  taking  unfair  advantage  of  the  situation  arising  out  of 
barge  line  on  the  Mi— i— |>pi  and  Warrior  n\cr-.  and  ,|u.  ixll,,,(-  jn  regard  to  the  sale  of  liquors  on  Shipping 
with  other  similar,  though  Ic-  important,  project-  Hoard  \e--el-  to  defeat  the  bill  or  postpone  considera- 
We  hold  no  brief  for  the  railroads  nor  for  rail  Iran—  tmn  of  it.  There  is  no  doubt  but  that  this  is  being 
portation  a-  against  water  transportation,  except  a-  done.  Hut  not  all  the  opposition  to  the  measure  on  the 
water  tran-portatioii.  or  any  other  form  of  competition,  dry  and  wet  i— ue  is  due  to  this  desire  merely  to  make 
may  be  aided  by  government  at  the  expense  of  the  tax-  capital  out  of  any  issue  that  presents  itself.  There  are 
payer-  Hut  we  are  interested  in  transportation.  We  some  real  "drys"  in  C'ongres--. — dry  either  from  con- 
that,  no  matter  what  waterways  are  created  or  im-  viction  or  because  they  think  that  advocacy  of  dry  poli- 
l>n>\ed.  the  principal  mode  of  transportation  in  this  cie.-  will  reeled  them.  These,  being  essentially  dry,  are 
country  mu-t  always  1*  by  rail.  We  would  not  siippre--  really  oppo-eil  to  -uhsidixing  American  ships  as  long  a- 
all  v  Mipetition  in  order  that  the  railroads  might  liquor  is  sold  on  board.  And  there  is  a  certain  justice 
thrive,  but  we  would  have  tho-«-  interested  in  the  -ub-  in  their  position,  narrow  though  it  may  seem  to  be. 
ject  -top  and  ask  how  rail  transportation — on  which  They  say  that  if  the  country  is  dry  on  land  its  boats 
they  must  always  chiefly  depend  i>  to  become  cheaper  ought  to  be  so  also,  and  that  it  is  inconsistent  for  them 
if  we  use  the  high  rail  rates  simply  as  an  argument  for  to  be  otherwise.  Some  of  them  contend  that  it  is 
building  up  water  competition  that  can  only  make  rail  actually  illegal  to  sell  liquor  on  these  vessels,  others 
-  higher,  if  the  railro.|,|-  are  to  live.  And  we  would  -ay  that,  even  if  it  is  technically  legal,  it  ought  not  to  be 
have  them  ask  them-elve-  what  it  is  that  causes  the  done.  Shipping  Hoard  authorities  and  others  on  that 
shortage  and  bad  condition  «f  railroad  equipment  that  -ide  -ay  that  this  sale  of  liquor  beyond  the  three  mile 
occasion-  their  worry  a-  to  the  ability  of  the  railroads  limit  is  legal  and  that  it  will  be  impossible  to  compete 
to  function  ly  when  hu-ine—  reaches  the  peak,  with  foreign  vessels  on  which  liquor  is  sold  and  served 
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Gulf,  Mobile  and 
Northern  Railroad 

Maintains  Daily  Through  Fast  Freight  Schedules 

via  connections  at  Bells,  Jackson,  Middle- 
ton,  Tennessee,  New  Albany,  Newton, 
Laurel,  Miss.,  and  Mobile,  Alabama,  afford- 
ing quick  deliveries  between  Northern  cen- 
ters and  Southern  and  Southwestern  points. 


SOUTHBOUND 

9:30  AM  4:30  PM  LY.  Jackson  Ar. 
5:00  PM  12:30  AM  Lv.  New  Albany  Ar. 
4:39  AM  1 :20  PM  Ar.  Newton  Lv. 

5:00  PM  Ar.  Meridian  Lv. 
7:40  AM   4:30  PM  Ar.  Laurel      Lv.  11:40  PM 

4:10  AM  Ar.  Mobile      Lv. 


NORTHBOUND 
10:20  PM    8:50  AM 

3:00  PM 

2:30  AM 


1:45  AM 
12:25  PM 
9:50  AM 
9:30  AM 
10:00  PM 


THE  ROAD  OF  SERVICE 


CHICAGO,  laiNOIS 

551   Marquette  Bldg. 

DETROIT,  MICHIGAN 
704  Free  Press  Bldg. 

ST.  LOUIS,  MISSOURI 
426  Pierce  Bldg. 


Offices  at: 

KANSAS  CITY,  MISSOURI 

737  Railway  Exchange  Bldg. 
MEMPHIS,  TENNESSEE 

436  Bank  of  Commerce  Bldg. 
NEW  ORLEANS,  LOUISIANA 

1012  New  Hibemia  Bldg. 


MOBILE,  ALABAMA,  71  Conli  Street 


Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

ANNOUNCEMENT! 

We  take  pleasure  in  announcing  that  the  embargo  against  the 
movement  of  traffic  via  Natchez  on  account  of  break  in  the 
Mississippi  River  levee  system  has  now  been  lifted  and  the  same 
dependable  service  via  the  Natchez  route  as  was  rendered  prior 
to  the  interruption  by  the  break  in  the  levee  has  been  restored. 


S.  E.  Jones,  General  Agent 

1985  Railway  Exchange  Bldg. 
St.  Louis,  Mo. 


J.   D.   Youman,  General  Agent 
535  Whitney  Bldg. 

New  Orleans,  La. 


S.  H.  Atkinson,  Soliciting  Freight  Agent 
523  State  Nat.  Bank  Bldg. 
Texarkana,  Ark. 


Route  from  the  West  via  Shreveport,  La.,  Stamps  or 
Hope,  Ark.,  care  Natchez  Route. 

Route  from  the  East  via  Mobile  or  Hattiesburg,  care 
Natchez  Route. 


Traffic  Department  Representatives: 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


C.  G.  Lang, 
Commercial  Agent, 
902  City  Bank  Bldg. 
Mobile,  Ala. 


E.  B.  Hickman,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  General  Agent,  Commercial  Agent, 

511   Insurance  Bldg.     622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 
Dallas,  Tex.  Oklahoma  City,  Okla.          Kansas  City,  Mo. 
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if  the  same  thing  is  not  allowed  on  American  ship* 
They  >ay  the  question  i-  a  practical  and  not  a  moral 
one. 

\Ve  agree  that  the  question  is  practical,  though  we 
think  it  has  somewhat  of  a  moral  phase  also,  a-  have- 
most  questions.  But  we  think  the  question  would  he 
much  simpler  if  those  discu--ing  it  would  face  it  square- 
ly. There  is  no  doubt,  we  suppose,  that  if  the  sale  of 
liquor  on  American  ship-  were  -topped,  our  marine 
would  lie  -criou-ly  handicapped.  There  i-  at  least  some 
doubt  a-  to  the  legality  of  the  -ale  of  liquor  on  thc-c 
vessel-  outside  the  three  mile  limit.  Hut.  legal  or  not. 
it  is  offensive  to  the  "dry"  dement,  especially  a-  long 
as  there  i-  any  doubt  in  their  own  mind-  a-  to  it-  legal- 
ity. 

There  are  two  way-  to  meet  the  issue.  <  >m-  i>  to 
prohibit  the  carrying  of  liquor  m-  any  \c--.l  -American 
or  foreign  entering  an  American  port.  That  would 
take  care  of  the  compctithc  feature,  but  it  would  \K 
narrow  almost  to  the  |M.int  of  fanaticism  and  would  work 
-crioii-  hard-hip  to  foreign  crew-,  a  part  of  whose  daily 
ration  is  wine  and  who  might  not  to  be  subject  to  our 
ideas  of  what  i-  proper  or  rigli;  The  other  way  i-  \» 
state  in  the  law.  without  equivocation,  the  righ-  of  Am- 
is to  have  liquor  al->ard  and  to  ser\e  and 
sell  it  outside  the  thre.-  mile  limit.  That  plan,  no  doubt, 
would  he  fought  by  the  "dry-."  If  they  were  strong 
enough  they  would  defeat  it.  If  they  w ,  re  not  -trong 
enough  they  would  tted.  They  would  at  lea-t 

have  a  chance  to  make  their  fight.  The  question-  to  be 
decided  would  be  to  what  extent  American  -hipping 
would  be  handicap[M-d  if  liquor  were  prohibited  and 
whether  the  handicap  wa-  warranted  for  the  sake  of 
being  absolutely  o.n-i-tcnt  in  our  national  prohibition 
:  .1  question  of  whether  a  prohibitionist 
i-  insane  or  whether  Mr  Husch  wa-  a  friend  of  the  Kai-er. 
It  is  a  question  of  national  policy  to  be  decided  by  the 
people  of  the  country,  through  their  representatives  in 
.  with  the  issue  clearly  and  frankly  presented. 

Chairman   I.asker.  of  the  Shipping   Hoard,  -ays  one 
of  the  rir-t   thing-   he  did  after  assuming  office  in    lune. 
1921,  was  to  obtain  from  his  general  counsel  a  verbal-; 
opinion   that   it   v  ,,   to  sdl  intoxicating  liquors  on 

Shipping  Hoard  \e--eN  Why  \\.i-  not  the  public  taken 
into  the  confidence  of  the  board?  N'o  announcement  wa- 
madc  that  the  general  counsel  had  so  ruled.  Maybe  it 
would  not  be  so  hard  on  the  ship  subsidy  bill  now  if  the 
board,  as  reorganized  in  Jumv  N21.  had  informed  tH»*« 
public  that  intoxicating  liquor  would  be  sold  because 
such  -ales  would  not.  in  the  opinion  of  its  counsel,  be  in 
•  •ontravt-ntion  of  the  l.ighteenth  amendment  and  the  Vol- 
stead act. 


TRAFFIC     CLUBS     AND     CIVIC     AFFAIRS 

now    and   then  a  question   i-  raised   in   some 
traffic  club  as  to  the   propriety   of  taking  action   with 

<>f  local  affairs,   it  being  argued 

by  some  that  traffic  clubs  are  not  organized  for  the  pur- 
pose of  participating  in  matter-  of  municipal  government 
•ther  thing*  of  the  ~,rt.     The  traffic  clubs,  they 


have  a  certain  definite  purpose,  outlined,  in  most  case-, 
in  their  constitutions. 

It  is  true  that  the  traffic  clubs  are  _organized  for 
social  and  business  reasons,  the  purpose  being  benefit 
and  pleasure  for  the  members.  Lately  the  traffic  clubs — 
as  is  evidenced  by  the  interest  taken  in  the  newly-  organ- 
ized Associated  Traffic  Clubs  of  America — have  come 
t»  realixe  that  their  duty  and  their  privilege  is  to  partici- 
pate in  the  forming  and  administering  of  national  trans- 
portation policies.  Still,  even  in  this  new  function,  broad 
and  public-spirited  a-  it  is,  the  motive  is  selfish,  the  ob- 
ject being  to  make  conditions  better  in  the  particular 
industry  in  which  they  are  interested.  Shall  the  traffic 
Hubs  stop  there? 

Our  own  idea  i-  that  there  is.  of  course,  no  specific 
obligation  imposed  on  a  traffic  club  to  do  anything  out- 
side of  the  scope  of  its  constitution,  but  it  has  the  same 
general  duty  to  do  what  it  can  for  the  good  of  mankind 
and  the  uplift  of  its  community  that  any  individual  has. 
It  need  not  go  about  seeking  chances  to  make  its  opin- 
ions known,  hut  when  a  condition  that  demands  the  at- 
tention of  good  citi/en-  conu-s  to  its  notice  it  cannot,  we 
beliexe.  a-  a  group  of  good  citizens,  refuse  to  do  what  it 
.•an  to  help  the  triumph  of  good  and  the  defeat  of  evil. 

The  Chicago  Traffic  Club  has  before  it  a  case  in 
point.  There  will  -o..n  come  up  in  a  club  meeting,  reso- 
lution- prepared  by  it-  public  affairs  committee  and 
recommended  for  its  attention  by  its  board  of  governor-, 
pledging  members  of  the  club  to  do  jury  sen-ice  when 
called,  without  attempt  to  evade  except  for  good  can-.  . 
The  purpo-e  of  these  resolutions  i-  to  help  in  the  cure 
of  Wai  crime  conditions,  in  -,,  far  a-  they  may  be  at- 
tributed to  the  difficulty  in  getting  good  jun 

i  IIH-  may  or  may  not  believe  that  what  is  suggest'  <1 
in  these  resolutions  would  be  a  proper  remedy;  as  to 
that  he  i-  entitled  to  his  own  opinion,  of  course.  But 
to  u-  it  doe-  not  -eem  that  there  is  any  ground  for  argu- 
ment that  the  traffic  club  ought  not  to  interest  itself  in 
this  local  situation — which  everybody  knows  is  out- 
rageous— and  do  what  it  can  to  bring  about  better  con- 
ditions. The  club  has  the  same  responsibility,  we  think, 
that  an  individual  has.  It  can  d<>  more  good  as  a  club 
than  can  its  members,  acting  individually,  for  there  is 
always  strength  in  organized  action.  In  our  opinion, 
am  organization — social,  religion-,  business,  or  what 
not — that  clo-es  it-  eye-  t. •  matters  of  this  sort  and  re- 
fu-es  to  do  what  it  can  to  he'p  because  "these  thing- 
are  none  of  our  business,"  is  a  pretty  poor  sort  of  thing. 
There  is  a  line  to  be  drawn,  to  be  sure,  as  to  the  kind 
of  matters  in  which  the  clubs  should  participate,  but 
healthy  club  opinion  will  easily  establish  this. 

As  to  the  merits  of  the  Chicago  resolutions-  they 
recognize  the  evil  resulting  from  the  fact  that  so  few 

.Jled  "good  citizen-"  ser\.  on  June-,  and  pledge  the 
member-  to  do  their  be-t  to  remedy  this;  but  they  al-o 
recognize  the  fact  that  when  a  good  citizen  is  willing  to 
serve  he  has  small  chance  of  being  used.  This,  of  course, 
is  due  to  improper  laws  and  court  practices  the  country 
over,  though  it  has  recently  been  having  startling  results 
in  Chicago.  The  real  remedy  is  radical  reform,  espec- 
ially in  the  ethic-  of  the  bar,  which  permit  attorneys  to 
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conduct  themselves  often   in   ways   in.  more   admirable 
than   those  of   their  clients,  and   still    remain   in   good 

standing. 

However  all  that  may  be,  it  is  the  duty  of  every 
good  citizen  to  stand  ready  to  do  jury  duty  when  called, 
and  we  believe  it  is  the  duty  of  every  organization,  like 
a  local  traffic  club,  to  educate  its  members  to  this  view 
of  good  citizenship. 

REDUCED  RATE  TARIFFS 

Tkt  Tragic  World  Washington  Bureau 

Akron.  Canton  &  Youngstown  tariffs,  dated  as  having  been 
Issued  June  27,  effective  July  1,  were  received  by  the  Commis- 
sion June  16.  They  were  the  first,  applicable  on  classes  and 
commodities,  received  by  the  Commission.  They  came  in  with 
the  tariffs  of  the  railroads  serving  the  upper  lake  ports,  re- 
ducing rates  on  Iron  ore,  effective  June  19.  The  Akron,  Canton 
A  Youngstown,  apparently,  had  few  difficulties  to  overcome  in 
arranging  for  the  reduction,  hence  its  ability  to  come  early  and 
get  Its  publications  to  the  flies  so  far  ahead  of  the  general  rush 
expected  June  25  and  the  two  following  days,  that  there  will 
never  be  any  question  *as  to  whether  that  road  was  on  time. 

So  far  as  an  ordinary  check  of  the  public  files  June  17 
would  show  the  railroads  serving  the  lower  lake  ports  were 
able  to  file  .  their  tariffs  reducing  the  rates  on  ex-lake  ore  in 
time  to  have  them  operative  June  15.  The  upper  lake  carriers 
of  ore  apparently  also  accomplished  their  desire  to  have  their 
ore  rates  down  10  per  cent  by  June  19.  Some  of  them,  how- 
ever, carried  reductions  of  the  handling  and  storage  charges, 
which  the  Commission  had  not  authorized,  neither  'by  language 
in  Its  supplemental  report,  nor  by  language  in  the  sixth  section 
permission  given  for  the  short  notice  on  all  tariffs.  The  car- 
riers making  such  unauthorized  reduction  on  less  than  statutory 
notice  were  notified  to  cancel  them  on  one  day's  notice.  They 
said  they  would,  hence  no  tariffs  were  held  up. 

The  Mississippi-Warrior  Service,  not  a  party  to  the  reduced 
rates  case,  has  announced  that  it  will  continue  to  make  rates 
20  per  cent  under  all-rail  so  as  not  to  disturb  the  relationship 
now  existing  between  its  rates  and  those  of  the  railroads. 

The  Commission  has  refused  sixth  section  permission  to 
the  Milwaukee  and  other  carriers  to  upper  lake  ports  to  re- 
duce their  rates  from  90  to  80  cents,  because  that  would  be 
more  than  a  ten  per  cent  cut.  The  rates  in  question  were  those 
increased,  after  Ex  Parte  74,  from  80  to  90  cents. 

The  Commission,  in  special  permission  No.  5945,  has  author- 
ized Canadian  carriers,  on  three  days'  notice,  to  reduce  rates 
under  the  recent  10  per  cent  decision  and  the  iron  ore  supple- 
ment thereto,  by  means  of  supplements  to  each  tariff  or  sup- 
plement, without  observing  all  the  tariff  publication  rules.  The 
Canadian  plan  differs  from  the  American  in  that  the  master  tariff 
supplement  is  to  be  attached  to  each  live  publication.  The 
American  plan  calls  for  the  filing  of  one  master  tariff  and  ref- 
erence to  it  by  means  of  connecting  link  supplements  attached 
to  each  live  tariff.  The  Canadian  tariffs  are  so  few  as  to  make 
the  difference  In  expense  between  the  two  plans  not  great 
enough  to  make  the  American  plan  attractive. 


EFFECT  OF   RATE  CUTS 

"According  to  the  Bureau  of  Railway  Economics,  the  effect 
of  the  decrease  in  rates  to  date  is  about  $200,000.000  a  year," 
says  a  statement  Issued  by  the  Association  of  Railway  Execu- 
tives. 

"The  Interstate  Commerce  Commission's  recent  recommenda- 
tion, which  the  railroads  have  accepted,  suggesting  a  further 
reduction  of  10  per  cent  on  all  rates  except  those  already  re- 
duced, would  amount,  with  a  normal  volume  of  business,  to 
•50,000,000  a  year.  Owing  to  the  fact  that  many  rates  un- 
affected by  this  order  have  been  reduced  considerably  more  than 
10  per  cent,  the  total  decrease  In  freight  rates  amounts  to  more 
than  $500,000,000. 

"This  means  that,  eliminating  the  $200,000,000  of  prior  de- 
creases, the  reductions  which  will  go  into  effect  on  July  1  will 
amount  to  about  $300,000,000." 


PUBLISHING  OF  REDUCED  RATES 

"There  has  been  brought  to  the  attention  of  the  League's 
special  committee  appointed  to  deal  with  the  carriers'  traffic 
executives,  the  question  of  the  carriers  publishing  rates  as  a 
result  of  the  Interstate  Commerce  Commission's  decisions,  which 
have  the  effect  of  increasing  certain  discriminatory  rates  in- 
stead of  reducing  others,"  says  a  circular  of  the  National  In- 
dustrial Traffic  League. 

"The  League's  special  committee  (of  which  President  Chan- 
dler Ig  chairman)  has  reached  an  understanding  with  the  traffic 
executives  whereby  the  various  freight  rate  committees  In  Offi- 


cial, Western  and  Southern  territories  will  notify  shippers,  when 
time  will  permit,  as  to  how  orders  of  the  Commission  will  be 
complied  with,  when  such  orders  do  not  so  specifically  provide, 
through  the  same  channels  now  followed  for  notifying  the  ship- 
ping public  of  other  changes  in  rates.  The  plan  only  contem- 
plates that  the  shipping  public  will  be  advised  as  to  how  the 
carriers  propose  to  comply  with  the  Commission's  orders,  and 
it  should  be  understood  that  in  such  cases  no  further  hearings 
will  be  held  thereon.  We  believe  that  this  arrangement  will 
be  appreciated  by  the  shipping  public." 

WASHINGTON  RATES 

The   Traffic   World   Washington  Bureau 

The  Department  of  Public  Works  of  the  state  of  Wash- 
ington, according  to  advices  received  by  John  E.  Benton,  gen- 
eral solicitor  of  the  N.  A.  U.  R.  C.,  has  instituted  an  investiga- 
tion to  meet  the  situation  that  will  arise  July  1  when  inter- 
state rates  are  reduced  10  per  cent.  In  its  order  the  Wash- 
ington department  said  in  part: 

Th:  '  the  present  intrastate  freight  rates  charged  within  the 
State  of  Washington  will,  on  and  after  July  1,  1922,  cause  an 
undue  and  unreasonable  advantage,  preference  and  prejudice  as 
between  persons  (shippers)  and  localities  in  Interstate  or  foreign 
commerce  on  the  one  hand,  and  Intrastate  commerce  of  the  afore- 
said state  on  the  other  hand  *  *  (and)  undue,  unreasonable 
and  unjust  discrimination  against  the  intrastate  commerce  of  the 
aforesaid  state  as  a  whole.  »  •  » 

Wherefore,  the  department  *  will,  on  June  21.  1922,  *  enter 
upon  a  formal  hearing,  *  for  the  purpose  of  determining  upon  and 
entering  such  order  as  may  seem  meet  in  the  premises. 

Commenting  on  the  action  taken  by  the  Washington  authori- 
ties, Mr.  Benton  said: 

There  is  no  allegation  of  unreasonableness.  If  a  horizontal 
increase  in  Interstate  rates  compels  a  corresponding  increase  in  state 
rates,  a  horizontal  reduction  of  interstate  rates  likewise  jusjtifles  a 
horizontal  reduction  of  state  rates  is  the  apparent  theory,  or  "turn 
about  is  fair  play." 

This  links  state  and  interstate  commerce  pretty  closely  to- 
gether. In  L.  &  N.  R.  R.  vs.  Eubank.  184  U.  S.  27,  where  the 
Kentucky  Supreme  Court  had  held  that  the  long  and  short  haul 
clause  of  the  Kentucky  Constitution  forbade  a  greater  charge  for 
an  intrastate  haul  than  for  a  longer  interstate  haul  on  the  same 
line  in  the  same  direction,  the  United  States  Supreme  Court  held, 
that,  so  construed,  the  provision  was  invalid,  "because  it  linked 
the  interstate  rate  to  the  rate  for  the  shorter  haul,  and  thus  the 
Interstate  charge  was  directly  controlled  by  the  state  law."  (See 
230  U.  S.  429.)  I  cited  this  case  in  my  brief  and  areument  in  the 
Wisconsin  case,  to  the  point  that  under  the  Constitution  neither 
the  state  nor  the  federal  sovereignty  could  so  exercise  its  power 
of  regulation  as  directly  to  control  rates  subject  to  the  other 
sovereignty.  But  the  court  otherwise  decided,  and  did  not  find  it 
necessary  to  notice  the  Eubank  case  in  its  opinion.  So  I  guess  that 
case  is  overruled,  and  will  not  trouble  the  Washington  Depart- 
ment. 


REDUCED    RATES    IN    MICHIGAN 

The  Michigan  Public  Utilities  Commission  has  just  handed 
down  two  decisions  in  Docket  D-1522,  an  action  brought  by 
the  Michigan  sand  and  Gravel  Producers'  Association  for  a 
modification  of  the  order  of  the  Commission  which  went  into 
effect  in  May,  1921.  The  decision  has  the  effect  of  reducing 
the  Michigan  mileage  scale  an  average  of  17  per  cent  and  of 
reducing  the  carload  weight  from  100  per  cent  to  90  per  cent 
of  the  capacity  of  the  car.  Taken  in  connection  with  the  re- 
ductions ordered  into  effect  a  year  ago,  this  order  will  reduce 
the  rates  on  sand  and  gravel  in  Michigan  to  or  below  the  basis 
in  effect  prior  to  the  increase  of  August  26,  1920.  The  new 
rates  are  effective  July  1. 


FLORIDA  INTRASTATE  RATES 

The  Commission  has  set  aside  its  orders  in  No.  11861,  Flor- 
ida rates,  fares  and  charges,  in  so  far  as  said  orders  pertain 
to  rates  and  charges  for  the  transportation  of  freight  articles 
in  intrastate  commerce  in  the  state  of  Florida.  This  action  was 
taken  as  the  result  of  the  Florida  commission  setting  aside 
orders  it  had  entered  following  Ex  Parte  74  prescribing  rates 
lower  than  fixed  by  the  Commission  for  interstate  traffic. 


NORTH    DAKOTA    RATES 

Senator  McCumber,  of  North  Dakota,  has  introduced  a  joint 
resolution  (S.  J.  Res.  212),  directing  the  Commission  to  investi- 
gate rates,  fares  and  charges  of  common  carriers  in  the  state 
of  North  Dakota.  The  resolution  was  referred  to  the  Senate  in- 
terstate commerce  commitee.  It  was  said  at  the  senator's  office 
that  the  reason  for  the  resolution  was  that  towns  in  North 
Dakota  were  discriminated  against  in  the  matter  of  freight  rates. 


RECAPTURE   OF   EARNINGS 

There  have  been  no  developments  with  regard  to  recapture 
of  excess  earnings  under  section  15a  of  the  interstate  commerce 
act  for  the  last  four  months  of  1920  and  for  1921,  officials  of 
the  Commission  in  charge  of  the  administration  of  that  part  of 
the  law  said  this  week.  All  that  has  been  done  to  date,  they 
said,  was  the  filing  of  reports  by  carriers.  They  estimated  that 
probably  1,000  reports  had  been  filed. 
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Washington  Officialdom  Without  Worry. — Washington.  mean- 
Ing  that  part  which  constitutes  the  responsible  office-holding 
part,  IB  apparently  cultivating  passivity.  There  Is  no  sign  of 
perturbation  on  account  of  the  coal  strike,  nor  is  there  any  ap- 
pearance of  agitation  on  account  of  the  proposed  strike  of  rail- 
road employes,  supposed  to  be  only  a  few  weeks  away.  There 
is  no  sign,  unless  the  decision  of  the  President  that  be  cannot 
gratify  his  wish  to  visit  Alaska  this  summer  may  be  taken  as 
Indicating  Internal  disturbance.  Herbert  Hoover,  so  far  as  any- 
body knows,  is  the  only  one  taking  thought  of  the  morrow.  How- 
ever, those  who  have  long  bad  him  under  observation,  do  not 
count  his  thinking  of  the  morrow  as  evidence,  of  perturbation.  It 
is  merely  his  nature  to  think  what  might,  would,  could,  or 
should  be  done  in  the  event  something  happened  or  was  brought 
about.  The  major  .premise  of  Washington  official  thought 
seems  to  be  that  rates  of  pay  In  railroad  shops  and  on  railroad 
tracks  are  higher  than  for  similar  work,  else  there  would  long 
have  been  anxiety  on  the  part  of  supervisory  officials  of  the  rail- 
roads about  their  inability  to  prevent  a  big  turn-over  of  labor. 
Men  have  not  been  leaving  railroad  service  In  large  numbers,  it 
Is  suggested,  else  the  railroad  officials  would  not  have  been  In- 
sisting on  decisions  by  the  Labor  Board  on  the  questions 
sented  by  them.  In  1920.  men  left  the  railroad  service  In  droves 
to  work  in  automobile  shops  and  other  Industries.  The  super- 
visory officials  were  not  then  talking  about  re-arrangement  of 
par  schedules.  They  were  glad  they  were  able  to  keep  as  many 
men  as  they  bad  without  thinking  of  reducing  expense*  by  re- 
arranging or  cutting  the  schedules  of  pay.  Now.  however.  If 
there  is  the  slightest  trouble  In  keeping  the  shops  filled  none  of 
them  has  told  Washington  about  the  difficulty.  That  may  be 
why  officialdom  is  apparently  so  complacent  about  the  situation 
and  why  there  Is  no  anxiety  about  the  prognostications  of  B.  M. 
Jewell  and  others.  Reports  of  actual  hardship  to  Industry  on  ac- 
count of  the  coal  strike  are  also  few.  That  may  also  be  a  factor 

rtbutlng  to  the  appearance,  at  least,  of  passivity.  British 
coal  for  use  at  the  Atlantic  ports  has  been  available  for  more 
than  a  year  for  almost  any  one  In  great  need  of  coal.  Fuel  oil 
has  also  been  In  plentiful  supply,  from  both  American  and  Mexi- 
can sources.  The  country  may  be  on  the  verge  of  trouble  on  ac- 
count of  the  reduced  supply  of  coal  but.  If  It  Is.  the  fact  has  not 
been  borne  in  on  the  consciousness  of  officialdom. 


Heavy  Car  Loading  and  the  Coal  Strike.— Official  passivity, 
however.  Is  not  the  only  thine  that  causes  marvelling.  Car 
loading  Is  another  thing  that  puule*  those  who  give  It  thought. 
A  common  remark  among  those  who  watch  such  figures,  when 
the  figures  for  the  week  ended  with  June  10  came  out.  was  that. 
If  coal  loading  were  normal,  the  country  could  be  experiencing 
a  car  shortage  not  to  be  passed  over  as  being  all  In  the  day's 
work..  Were  coal  loading  normal  (If  there  Is  such  a  thing  as 
normality)  the  railroads  would  be  trying  to  haul  about  94" 
cars  a  week,  or  within  70.000  of  the  peak  attained  in  1920.  after 
the  war.  But  the  fact  that  car-loading  Is  not  so  far  below  the 
peak  Is  not  causing  so  much  marvelling  as  the  fact  that  the 
country  Is  producing  the  stuff  to  haul,  notwithstanding  the  short 
age  in  production  of  coal.  The  answer.  It  is  believed.  Is  that. 

country  had  more  of  a  stock  in  Its  warehouses  than  was  gen- 
erally admitted.  It  has  been  generally  admitted  that  retail  stocks 
have  been  on  a  hand-to-mouth  basin.  In  some  lines,  however, 
the  retail  stocks.  It  was  asserted,  especially  of  furniture,  were 
large  because  their  owners  refused  to  deflate  and  thereby  move 
what  they  had  on  hand.  Manufacturing  cannot  be  carried  on 
long  without  coal.  The  comparatively  heavy  loading  of  846,000 
cars  for  the  week  ended  June  10,  therefore,  must  have  come 
from  warehouse  stocks.  Their  existence,  obviously,  argues  that 
the  country,  during  the  war.  was  producing  at  a  greater  rate 
than  war  destruction  was  cutting  down  stocks.  The  after-the- 
war  boom.  It  is  believed,  could  not  have  caused  an  accumulation 
such  as  obviously  ha*  been  moving  In  this  period  of  loading, 
which  must  be  called  high  when  allowance  is  made  for  the 
diminution  of  car  loading  by  reason  of  the  coal  strike.  One  com- 
forting thought  In  ronnectlon  with  car  loading,  strikes,  and 
things  of  that  kind  is  that  the  production  of  coal  has  been 
steadily  Increasing  a«  each  week  of  the  strike  has  passed.  The 
chances  are  that  greater  care  In  the  use  of  coal  than  ever  before 
Is  being  exercised,  so  that,  in  a  way  of  speaking,  the  strike  is 
doing  the  country  a  service  the  strikers  did  not  Intend  to  render 
—namely,  causing  the  more  careful  use  of  fuel.  That  Is  some- 
thing that  has  long  been  advocated,  but  the  price  has  never  been 
high  enough  to  force  the  carefulnean  that  could  have  been  prac- 


mi.-.sion'.s  tentative  plan  for  the  consolidation  of  railroads  in  the 
southeast,  showed  one  thing  at  least.  That  was  that  the  shippers 
in  North  Carolina  represented  in  the  commercial  bodies  of  Wilm- 
ington, Greensboro,  Winston-Salem,  Fayetteville,  and  some  other 
places,  were  not  in  agreement  with  President  Mapother,  of  the 
Louisville  &  Nashville,  that  southern  roads  do  not  need  HUPS 
north  of  Ohio.  The  North  Carolinians  believe  it  would  be  a  fine 
thing  for  that  part  of  the  South  if  the  Commission  would  permit 
the  Norfolk  &  Western  to  get  farther  Into  the  southeast  than  it 
is  now.  The  "tar  baby"  commercial  men  did  their  best  to  step 
on  the  theory  that  roads  in  the  southeast,  necesarily.  must  hav.- 
hither  rates  than  carriers  in  the  north  and  therefore,  must  not 
be  connected  with  lines  north  of  the  dividing  line  lest  such  con- 
nection tend  to  break  down  the  sacredly  higher  rate  structure. 
Puget  Sound  commercial  interests,  by  protesting,  some  time  ago, 
against  consolidations  that  would  continue  the  Mississippi  is 
the  line  where  all  transportation  systems  should  break,  also 
showed  their  dislike  for  a  theory  that  calls  for  territories  as  for- 
eign in  a  transportation  sense  to  each  other  as  are  some  of  the 
fifty-seven  varieties  of  new  nations  in  Europe.  Attorney-examiner 
Bisque,  in  a  report  proposed  by  him  on  the  Intermediate  Rate 
Association  complaint,  said  the  time  had  come  for  making  rates 
without  regard  for  the  Mississippi  and  Missouri  rivers.  Tin- 
average  Ohioan  and  the  average  North  Carolinian,  probably, 
would'be  surprised  to  know  they  are  not  so  far  apart  as  they  have 
thought.  The  North  Carolina  witnesses  pointed  out  that  if  the 
Norfolk  &  Western  were  connected  with  the  old  Cape  Fear  & 
Yadkln  Valley.  Greensboro  and  Columbus  would  be  not  much 
farther  apart  than  Columbus  and  Washington.  As  the  routes 
now  are  laid  out,  the  Ohioan  must  come  east  to  Hagerstown, 
Md.,  at  least,  before  he  can  get  a  good  running  start  for  western 
North  Carolina,  and  the  more  used  route  is  through  Washington, 
something  more  than  200  miles  north  of  the  destination  in  tin 
Piedmont  section  of  North  Carolina. 


Some  Retulti  of  Consolidations. — A  thought  created  by  some 
of  the  testimony  at  the  hearing  held  by  Commissioner  Hall  war; 
that  distance  certainly  lent  enchantment  to  the  views  ot-aome 
of  the  witnesses.  They  felt  sure  conditions  were  better  before 
than  after  the  consolidations  known  as  the  Southern  and  the 
Alantlc  Coast  Line.  The  thought  Is  that,  if  the  consolidations 
had  not  taken  place,  after  the  broadcast  bankruptcies  in  the 
90'*.  the  condition  of  the  communities  dependent  on  the  lines 
that  went  through  judicial  re-organizations  followed  by  con- 
solidations, woulil  be  pitiful.  The  little  lines  existing  at  the  litre 
financial  distress  stalked  over  the  country  during  and  after  1893 
could  not  have  contnued,  even  if  the  slates  had  been  wiped 
cleaner  than  they  were  when  Morgan  and  other  financiers  took 
the  judicial  junk  and  put  It  together  Into  the  beginnings  of  the 
present  systems.  Nearly  every  man  who  has  though'  on  ;he 
subject  cheerfully  admit  that  mistakes  were  made  and  that.  In 
some  Instances,  the  financiers  took  larger  pay  than  was  reason- 
able. Had  they  been  able  to  prove  to  those  whose  money  they 
were  putting  into  the  properties  that  they  would  be  as  success- 
ful as  they  have  been,  the  terms  might  not  have  been  so  hard. 
Bui  l  he  way  of  the  bankrupt,  like  that  of  the  transgressor 
against  moral  law,  seems  to  be  hard.  Hardly  a  man  who  has 
been  fairly  successful  In  his  own  business  doubts  his  ability  to 
take  the  business  of  a  bankrupt  and  put  it  on  its  feet.  If  somebody 
else  will  kindly  furnish  the  money,  gratis,  wherewith  to  perform 
the  miracle.  With  his  own  money,  would  he  make  the  experi- 
ment? And  yet  the  public  service  Is  full  of  men  who  talk 
loud  against  those  who  risked  their  money,  and  made  a  dis- 
Hppulsbed  success,  resulting  In  much  money  for  those  who  took 
the  risks.  There  are  dozens  of  railroads  in  the  country  now 
that  will  be  taken  over  from  bankrupts  and  made  to  pay  well. 
And.  when  they  are  successful,  those  who  took  the  chance  of  los- 
ing will  be  roundly  abused  because  they  have  made  handsome 
profits. 


Ideas    Developed    In    Consolidation    Hearing. — Commissioner 
Hall's  horse-trading  exchange,  known  as  the  hearing  on  the  Cora- 


A  Tariff  Commission, — A  squint  toward  the  creation  of  a 
tariff  commission  based  on  the  theory  that  the  making  of  cus- 
toms duties  is  something  that  should  be  handled  by  men  having 
time,  opportunity,  and  desire  to  ascertain  what  rates  of  duty 
would  equalize  conditions  between  American  producers,  on  the 
one  hand,  and  foreign  producers,  on  the  other.  Is  taken  by  a 
measure  offered  In  the  Senate  by  Senator  Frelinghuysen  In  the 
form  of  an  amendment  to  the  pending  tariff  bill  (H.  R.  7466). 
The  amendment  creates  a  tariff  commission  composed  of  ten 
members,  appointed  "during  good  behavior"  by  the  President,  by 
and  with  the  advice  and  consent  of  the  Senate,  to  study  the 
question  of  the  differences  In  conditions  and  say  what  rates 
should  be  Imposed  on  Imported  articles.  But  the  amendment  Is 
only  a  squint.  The  advisory  character  of  the  existing  commis- 
sion Is  continued  in  the  bill.  That  Is  to  say,  the  ten  men  com- 
posing II.  each  receiving  $12.000  a  year  and  holding  office  for 
life,  would  constitute  a  body  that  could  do  no  more  than  recom- 
mend the  enactment  of  a  bill  imposing  certain  rates.  It  does 
not  go  so  far  as  to  say  that  all  customs  duties  shall  afford  a 
reasonable  protection  for  American  producers  and  then  appoint 
a  commission  to  ascertain  what  rates  would  afford  such  reason- 
able production,  which  rates,  when  declared  by  the  commission. 
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(.Mould  b<-  deemed  as  having  been  wrilteii  into  the  statute,  and 
rollecled  at  the  ports.  The  New  Jersey  senator's  desire  is 
for  "Bclentlflc"  tariff  making— an  aim  that  hundreds,  if  not  thou- 
sands of  law-makers  in  office  ahead  of  him  have  professed  to 
bave  The  courts  sustained  the  act  to  regulate  commerce,  when 
It  was  attacked  as  a  delegation  of  legislative  power,  on  the 
theory  that  the  legislative  power  was  exerted  when  Congress 
said  all  railroads  rates  should  be  reasonable,  non-discriminatory. 
and  non-prejudicial,  and  that  ascertainment  of  the  figures  to 
represent  such  rates  were  mere  administration  of  a  rule  laid 
down  by  Congress,  and  not  legislation.  Such  a  rule  and  method, 
many  men  familiar  with  the  act  to  regulate  commerce  and  the 
jurisprudence  built  around  It  long  have  believed,  could  be  put 
into  effect  as  to  customs.  The  New  Jersey  senator  helped  write 
the  pending  tariff  bill.  In  a  speech  on  his  amendment  he  said 
his  thought  was  to  do  away  with  a  system,  for  which  neither 
party  was  responsible,  in  which  a  scientific  finding  of  facts  has 
not  been  regarded  as  an  essential  in  tariff  making.  But  no  one, 
it  Is  believed,  familiar  with  the  tariff  commissions  and  tarii 
commission  talk  for  the  last  twenty  years,  will  believe  that  even 
if  the  amendment  were  adopted,  any  change  would  be  brought 
about  in  the  making  of  tariffs.  The  thought  of  such  men  has 
been  that  if  Congress  were  willing  to  leave  the  ascertainment  of 
rates  to  expert  investigators,  the  result  would  be  a  really 
scientific  tariff,  no  matter  whether  the  rule  laid  down  by  con- 
gress was  for  a  protective  or  a  revenue  only  tariff.  A.  E.  H. 

CUMMlNS  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

L.  F.  -Loree,  president  of  the  Delaware  &  Hudson,  June  19, 
before  the  Senate  interstate  commerce  committee,  denied  chargss 
recently  made  before  that  committee  by  W.  Jett  Lauck,  repre- 
senting the  railway  unions,  that  there  is  an  interlocking  com- 
bination that  controls  the  management,  financing  and  operation 
of  the  principal  railroads  of  the  United  States.  • 

"In  general,"  said  Mr.  Loree,  "Mr.  Lauck's  testimony  ap- 
pears to  me  to  be  misleading,  to  contain  many  errors  of  fact 
and  erroneous  deductions,  to  be  self-contradictory  at  many 
points  and  abundantly  to  contain  intrinsic  evidence  that  it  is 
not  worthy  to  be  considered  as  a  serious  contribution  to  the 
elucidation  of  any  railway  problem." 

Mr.  Loree  referred  specifically  to  an  exhibit  filed  by  Mr. 
Lauck  containing  a  list  of  25  men,  one  of  whom  was  Mr.  Loree, 
who  are  alleged  to  link  together  99  class  I  railroads  operating 
211,280  miles  or  82  per  cent  of  the  country's  steam  transporta- 
tion systems.  The  men  designated  in  the  list,  Mr.  Lauck  testi- 
fied, are,  or  have  been,  directors  in  the  railroad  corporations 
named  in  the  exhibit.  He  said  in  part: 

I  most  emphatically  deny  that  I  am  a  party,  or  ever  have  been  a 
party,  to  any  combination  or  understanding  of  any  sort,  express  9r 
Implied,  which  tends  or  Is  Intended  to  secure  uniformity  or  concert  in 
managing,  financing  or  operating  the  railways  of  the  United  States  or 
any  group  of  such  railways,  unless  the  word  "group"  is  understood  to 
mean  a  number  of  interrelated  corporations,  constituting  one  of  the 
many  separate  and  Independent  railway  systems  which  are  now 
frankly  and  openly  under  the  control  of  a  single  interest.  I  am  not. 
and  never  have  been,  the  agent  or  representative  of  any  such  combi- 
nation or  understanding.  I  do  not  know  of  the  existence  of  any  such 
combination  or  understanding,  now  or  in  the  past,  and  I  believe  that 
nothing  of  the  kind  exists  or  ever  has  existed  in  these  United 
States.  If  this  denial  is  not  as  comprehensive  and  categorical  as  it 
can  be  made,  I  should  like  to  have  the  language  necessary  to  perfect 
It  brought  to  my  attention,  for  It  is  my  purpose,  once  and  for  all.  to 
deny  every  statement,  implication,  suggestion  and  inuendo,  contained 
In  the  exhibit  referred  to  and  In  the  accompanying  testimony  or  state- 
ment, except  that  the  persons  therein  named  are  or  have  been  offi- 
cially connected  with  certain  separate  and  independent  railways  or 
systems  of  railways. 

Mr.  Loree  called  attention  to  the  fact  that,  under  the  transporta- 
tion act,  every  Individual  who  Is  willing  to  hold  more  than  one  position 
a*  either  an  officer  or  director  of  a  railroad,  must  first  obtain  the 
express  sanction  of  the  Interstate  Commerce  Commission,  while  the 
Clayton  act  also  Imposes  further  restrictions  upon  such  railroad 
officials. 

"I  call  attention  to  this  merely  to  show  that  if  the  exhibit  filed 
by  Mr.  Lauck  represents  the  facts  today  and  if  those  facts  are  in 
anyway  subject  to  criticism,  the  situation  is  fully  within  the  control 
"(  imMir  authorities  and  no  one  can  doubt  that  the  constituted  au- 
thority desires  fully  to  meet  its  obligations,"  said  Mr.  Loree. 

Regarding  the  charge  made  by  Mr.  Lauck  that  because  o'f  "banker- 
management"  the  railroads  have  issued  securities  with  par  values  In 
excess  of  the  moneys  realized  and  sold  them  for  more  than  par,  but 
for  smaller  premiums  than  might  have  been  obtained,  Mr.  Loree  said: 

When  a  railway  desires  to  issue  new  securities  it  must  present  the 
facts  to  the  proper  authority,  federal  or  state,  or  both,  and  if  these 
authorities  grant  the  request,  an  order  Issues  meticulously  defining 
the  character  nnd  terms  of  the  new  issue,  fixing  the  price  or  a  mini- 
mum price,  and  requiring  regular  and  frequent  reports  as  to  the 
moneya  realized  and  their  expenditure. 

There  Is  no  ha»ls  for  the  charge  that  securities  are  improvi- 
dcntly  Issued  or  that  less  Is  realized  from  their  sale  than  should  be 
realized.  But  If  the  charge  is  Insisted  upon.  It  may  well  be  that  the 
defense  should  be  left  to  the  public  authorities  who  possess  the  power 
to  regulate  these  matters.  If  the  charge  is  warranted,  these  authori- 
ties are.  in  this  respect.  Inadequate  for  their  duties  or  derelict  In  their 
performance.  I  do  not  concede  they  are  vulnerable  to  either  complaint. 
Following  the  appearance  of  Mr.  Loree  before  the  commit- 
tee Chairman  Cummins  announced  that  possibly  S.  Davies  War- 
field  would  desire  to  put  on  some  more  witnesses  before  the 
hearing  should  be  declared  closed.  The  Association  of  Railway 
Executives  will  submit  statistical  studies  to  the  committee 
bringing  figures  heretofore  submitted  up  to  date. 


APPROVE  CO-OPERATIVE  PLAN 

Twenty-one  state  commissions  have  approved  the  co-oper- 
ative plan  worked  out  jointly  by  committees  representing  the 
Commission  and  the  N.  A.  R.  U.  C.  They  are:  Alabama,  Arizona, 
Arkansas,  Georgia,  Iowa,  Minnesota,  Mississippi,  Missouri,  Mont- 
ana, Nebraska,  New  Jersey,  New  Mexico,  North  Dakota,  Okla- 
homa, Pennsylvania,  Tennessee,  Texas,  Virginia,  West  Vir- 
ginia, Wisconsin,  and  Wyoming. 

Solicitor  Benton  said  the  co-operative  plan  was  being  tried 
in  the  following  Instances: 

Frve  &  Co.  vs.  Great  Northern.  I.  C.  C.  No.  12158;  joint  hearing. 
Seattle  Wash.,  July  3,  1922,  I.  C.  C.,  Oregon,  and  Washington 
Commissions.  Nebraska  Live  Stock  Casie,  I.  C.  C.  No.  13273: 
joint  hearing  already  held  at  Omaha,  Neb.,  I.  C.  C.  and  Nebraska 
commission.  Southern  Class  Rate  Investigation,  I.  C.  C.  No.  13494: 
joint  hearing  now  proceeding,  I.  C.  C.  and  Committee  representing 
Southeastern  Commissions.  Chamber  of  Commerce  of  Milwaukee 
vs.  C  B.  &  Q.  Ry.,  I.  C.  C.  No.  13516;  Joint  hearing  at  St.  Paul. 
I.  C.  C.  and  Minnesota  Commission;  already  held.  Western  Coal 
Rate  Case,  I.  C  C.  No.  13538;  joint  hearing  to  be  held  at  Denver; 
I.  C.  C.  and  Colorado  Commission;  a  case  involving  live  stock 
rates  at  St.  Louis  before  the  Missouri  Commission,  in  which  that 
commission  has  invited  a  joint  conference  following  the  hearing;  a 
cage  involving  class  and  commodity  rates  in  Idaho,  in  which  a  re- 
presentative of  the  I.  C.  C.  will  sit  with  the  Idaho  Commission. 
Cooperation  has  also  been  suggested,  and  will  doubtless  take  place 
in  several  other  cases. 

An  interesting  map  is  printed  showing  the  territory  tributary 
to  Boston.  This  map  is  based  upon  an  examination  of  the  freight 
rate  situation  supplemented  by  a  careful  study  of  the  actual 
movements  of  traffic. 

The  following  statement  relative  to  the  shipping  situation  is 
quoted  from  the  conclusions  to  the  report: 

A  study  of  the  statistics  contained  in  this  report  shows  that 
Boston's  exnorts  are  insufficient  to  attract  any  considerable  number 
of  regular  lines  to  the  port.  Boston  is  no<w  merely  a  port  of  call 
for  much  of  its  foreign  freight.  Many  of  the  vessels  engaged  in 
foreign  trade  at  this  harbor  unload  partial  cargoes  and  proceed  to 
New  York  or  southern  ports  with  the  remainder,  or  vice  versa. 

New  England  is  primarily  a  manufacturing  district.  In  connec- 
tion with  her  industries  she  imports  raw  materials,  such  as  wool. 
cotton,  rubber,  hides,  fibers,  etc.,  but  produces  no  commodities  of 
heavy  tonnage  to  ship  out.  Exports  originating  in  New  England 
are  confined  chiefly  to  high  class  measurement  goods.  Such  goods 
have  a  wide  distribution  in  foreign  trade  and  must  seek  a  port 
having  a  multitude  of  shipping  services.  The  shipping  services,  on 
the  other  hand,  must  in  general  seek  ports  furnishinor  well-balanced 
cargoes,  and  particularly  heavy  cargo  in  abundance  for  dead-weight 
and  for  making  up  full  loads. 

More  vessels  may  he  attracted  to  Boston  throuph  the  restoration 
of  the  through  export  traffic,  and  particularly  the  rapidly  dying 
grain  trade.  Grain  and  flour  are  important  to  Boston's  success  as 
a  port,  because  they  are  the  only  heavy  commodities  normally  avail- 
able for  shipment  in  large  quantities  to  the  European  countries  from 
which  Boston's  imports  are  largely  received.  The  restoration  of  the 
grain  trade,  however,  is  apparently  dependent  upon  a  change  in  the 
rate  situation  which  will  place  this  port  upon  a  more  favorable 
basis. 

The  entire  series  of  port  reports  covers  about  35  volumes. 
Many  of  these  are  now  in  progress,  and  their  publication  will  fol- 
low rapidly. 


REPAIR  OF  BAD  ORDER  CARS 

The  National  Industrial  Traffic  League  has  received  from 
R.  H.  Aishton,  president  of  the  American  Railway  Association, 
the  following  reply  to  its  letter  concerning  the  repair  of  bad 
order  cars  (see  Traffic  World,  June  17,  p.  1368) : 

Your  letter  of  June  12th  with  respect  to  bad  order  equipment  has 
been  referred  to  me  at  New  York. 

I  am  very  glad  indeed  to  note  the  interest  of  the  National  Indu- 
trial  Traffic  League  in  this  important  matter.  I  am  glad  to  say  that 
very  energetic  action  has  been  taken  by  the  board  of  directors  and 
executives  of  all  the  railroads  to  increase  car  repairing  forces,  to  add 
to  the  hours  worked  and  to  do  everything  possible  to  bring  about  a 
reduction  in  the  bad  order  equipment  at  such  a  time  as  will  enable 
the  railroads  of  the  country  to  handle  with  a  reasonable  degree  of 
success  the  anticipated  increase  in  business. 

Aside  from  coal,  I  believe  the  railroads  are  handling  at  the  present 
time  the  heaviest  car  loading  in  their  history  for  this  season  of  the 
year.  We  are  distinctly  of  thfl  opinion  that  with  the  railroads  bending 
•  •v.-ry  effort  to  speed  up  the  mov.  ment  of  the  loaded  and  empty  cars, 
the  shippers  in  unloading  and  likewise  loading  cars  at  more  nearly 
their  capacity,  that  the  railroads  of  the  country  will  be  able  to  handle 
with  very  little  cause  of  complaint  a  business  equal  to  the  maximum 
ever  heretofore  handled.  We  will  probably  want  to  have  something 
to  say  to  you  later  about  the  heavier  loading  of  equipment  just  as  soon 
as  we  have  arrived  at  a  definite  plan  for  carrying  on  a  campaign  to 
bring  about  heavier  loading  of  cars.  As  you  probably  know,  one  of 
the  greatest  wastes  in  transportation  to  dav  is  the  failure  to  use 
equipment  to  its  capacity. 


OPERATING  STATISTICS 

In  a  summary  of  ratios  of  operation  the  Bureau  of  Railway 
Economics  shows  that  car-miles  per  day  averaged  21.3  in  April, 
as  against  20.6  a  year  ago,  and  24.4  in  March,  1922.  Tons  per 
car  averaged  24.4  in  April,  as  against  26.9  a  year  ago,  and  27.8 
in  March,  1922.  The  per  cent  of  loaded  to  total  car-miles  was 
65.7,  as  against  63.9  a  year  ago,  and  64.9  in  March,  1922.  The 
percentage  of  unserviceable  freight  cars  averaged  13.6  in  April, 
as  against  13.8  in  March,  and  12.3  in  April,  1921.  The  per  cent 
of  unserviceable  locomotives  averaged  23.3,  as  against  23  4  in 
March,  and  23.9  in  April,  1921. 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  HORSES  AND  MULES 

In  a  report  on  1.  and  S.  No.  H83.  opinion  No.  7675.  !>7  I 
C.  C.  97-102,  written  by  Commissioner  Cox,  the  Commission 
condemned  the  revision  of  rates  on  horses  and  mules  from 
Kansas  City  and  Wichita  to  New  Orleans,  Memphis  and  other 
points  either  in  the  southeast  or  on  the  border  thereof,  proposed 
in  the  suspended  schedules,  almost  wholly  on  the  ground  that 
If  they  were  permitted  to  become  operative  before  revised  rates 
from  St.  L<ouis,  the  latter  would  have  an  undue  preference  in 
charges  into  the  southeast.  St.  Louis,  according  to  the  Com- 
mission's report,  is  the  largest  horse  and  mule  market  in  the 
country,  but  Kansas  City  and  Wichita  are  active  competitors. 

The  suspended  schedules  were  published  in  compliance  with 
the  Commission's  order  In  Wichita  Board  of  Commerce  vs. 
Director-General.  60  I.  C  c.  In  which  the  Commission  made 
findings  that  would  require  a  revision  of  rates  from  the  three 
horse  and  mule  markets  mentioned.  The  failure  of  the  carriers 
to  revise  the  rates  from  St.  Louis  coincidental!)  drew  the  dis- 
approval of  the  Commlsalon. 

In  disposing  of  this  case  the  Commission  modified  Its  deci- 
sion In  the  Wichita  Board  of  Commerce  case  to  the  extent  of 
requiring  the  establishment  of  a  flO  differential.  Wichita  over 
Kansas  City,  not  only  at  Memphis,  but  at  intermediate  point* 
of  origin  in  Arkansas,  the  Commission  holding  that  the  reason 
for  the  differential  at  Memphis  also  applied  at  tin-  Arkansas 
points.  That  reason  was  the  difference  In  dlstane*. 


WORK  IN  OUTSIDE  SHOPS 

The  Chicago  ft  North  Western,  according  to  the  view  of  the 
Commission,  was  fully  justified  In  resorting  to  outside  shops  to 
obtain  classified  repairs  for  its  locomotives  m  l'.'2».    The  sltua 
tlon  in  respect  of  Its  motive  power,  at  that  time,  the  Commi- 
slon  said,  was  sncb  it  was  justified  in  xolng  to  the  outside  shops 
for  locomotive  repairs,  even  for  the  dispatch  of  35  engine*  to  th«- 
shops  of  the  American  Ixramoilve  Company,  although,  appai 
ly,  the  costs  In  the  outside  shops  were  materially  In  excess  of 
costs  for  similar  work  In  its  own  shops. 

These  conclusions  as  to  the  quality  of  the  judgment  shown 
In  that  year  were  expressed  by  the  Commission  in  No.  120*6. 
opinion  No.  7683.  69  I.  r  '  143-5,  the  Inquiry  Instituted  by  It 
Into  the  organised  labor  charge  or  Insinuation  that  the  companies, 
which.  In  1920.  after  the  end  of  federal  control,  sent  their  loco- 
motives to  outside  shops  for  repairs,  wasted  their  money. 

This  holding  of  justification.  In  full,  was  made  notwithstaml 
Ing  the  fact  that  bills  for  repairs,  not  disputed  by  the  North 
were   double   what   the   Commission's   inspectors    esti- 
mated <:;••  i  oft  would  have  been  had  the  work  been  done  In  the 

n  Western  shops. 

In  reaching  Its  conclusion  the  Commission  considered  the 
facts  about  toe  relative  condition  of  motive  power  Immediately 
before  and  after  federal  control  Among  the  facts  taken  Into 
consideration  were:  That  at  the  beginning  of  federal  control 
8.79  per  cent  of  the  company's  locomotives,  1,991  In  number,  were 
out  of  service,  awaiting  classified  and  unclassified  repairs:  that 
at  the  end  of  federal  control,  when  the  company  owned  .."i.". 
locomotives.  1S.87  per  cent  were  out  of  service  for  similar  rea- 
sons; for  much  the  greater  pan  the  Indicated  percentages  rep- 
resented classified  or  very  serious  repairs;  that  since  the  making 
of  class  repairs  to  the  end  of  1917.  the  engines  under  considera- 
tion bad  delivered  57.554.939  locomotive  miles,  while  during 
a!  they  had  delivered  91.517,245  locomotive  miles. 
and  that  the  possible  delivery  of  locomotive  miles  had  run  down 
from  5i.030.H3  to  .17..  While  the  supply  of  locomotive 

mile*  left  In  the  engines  was  running  down  from  55.000.000  plus 
to  87,000.000  plus,  the  volume  of  traffic  Increased  8  per  cenr.  1920 
over  1919. 

Beginning  with  November.  1919.  the  report  said,  the  North 
Western'*  -hops  were  undermanned.  Despite  persistent  efforts 
the  machinists  and  other  shop  employes  could  not  be  Increased 
sufficiently  to  put  a  fall  force  of  men  to  work.  Even  if  enough 
men  could  have  been  obtained,  the  shops  could  have  repaired 
th«  3M  out  of  service  engines  only  at  the  rate  of  92  per  month 
at  *  time  when  progressive  failure  of  motive  power  was  indi- 
cated by  every  sign  known  to  men  handling  the  problem. 

The  Railroad  Administration,  according  to  the  report,  recog- 
nised that  fact  In  1919.  because  It  sent  20  engines  to  the  Amer- 
ican Locomotive  Company  for  class  repairs,  at  an  estimated 
cost,  after  Inspection,  of  $16,859  per  locomotive.  In  December, 

1919.  ten   more   were  sent  to   that   company  and   In   February, 

1920,  the  regional  director  proposed  sending  10  more,  with  the 
approval  of  the  corporate  officers.     As  a  matter  of  fact  K.  were 
sent.    The  additional  engines  were  sent  upon  wired  recommenda- 
tion of  the  locomotive  company.     It  suggested  that   estimates 


would  be  prepared  and  submitted  promptly,  and  that  the  com- 
pany had  no  reason  to  believe  they  would  not  be  in  line  with 
the  estimates  covering  the  engines  sent  to  it  during  federal 
control.  When  the  bills  were  rendered,  they  were  for  an  aver- 
age of  $23,944  per  locomotive.  Between  March  and  October,  1920, 
the  North  Western  sent  35  more  engines  to  the  American  shops, 
8  to  the  shops  of  the  Manitowoc  Shipbuilding  Corporation  and 
two  to  the  shops  of  the  Elgin.  Joliet  ft  Eastern. 

On  the  35  sent  to  its  shops  the  American  rendered  final 
bills  on  1<>,  averaging  $27.534.  and  final  bills  for  the  remaining 
-."•.  averaging  $29,534.  The  repairs  en  the  two  sent  to  the 
Jollet's  shops  averaged  $12,690,  while  those  sent  to  the  ship 
yard  averaged  $20,857. 

The  Commission's  report  said  the  North  Western  refused 
to  pay  the  American's  bills  on  the  35  engines  last  sent  to  it, 
deeming  them  excessive.  The  company  thinks,  because  the 
American  has  refused  to  revise  its  bills,  it  is  likely  the  matter 
can  be  adjusted  only  by  litigation. 

Commissioner  Hall  dissented  in  this  case,  for  the  reason 
which  he  thought  he  had  set  forth  sufficiently  clear  in  connection 
with  the  Commission's  reports  in  the  Pennsylvania,  New  York 
Central  and  other  cases.  Broadly  speaking,  the  reason  was  that 
It  was  not  the  Commission's  business,  even  if  the  transportation 
act  bad  said  rates  should  be  made  to  yield  a  given  rate  of  return 
on  the  value  of  the  property,  efficiently  and  economically  man- 
aged, to  go  about  censoring  and  censuring  the  management  He 
said  that  statement  in  the  statute,  of  the  duty  of  a  railroad 
management,  was  not  a  grant  of  power  to  the  Commission  to  act 
as  ft  general  manager. 


BRICK    ORDER    MODIFIED 

The  Commission  has  modified  its  order  of  April  4,  1922,  In 
No.  10733,  National  Paving  Brick  Manufacturers'  Association  et 
al.  vs.  Alabama  ft  Vlcksburg  et  al.,  so  that  it  will  become  effec- 
tive October  1.  on  15  days'  notice,  except  as  provided  in  its 
order  of  June  5,  which  postponed  indefinitely  the  effective  date 
of  the  order  of  April  4  in  so  far  as  it  affected  the  descriptions 
and  rates  on  traffic  to,  from,  and  between  points  In  southeastern, 
territory.  The  Commission  said  that  it  would  be  understood 
that,  pending  the  establishment  of  rates  on  brick  and  related 
articles  as  prescribed  In  its  report  on  the  above  mentioned  case 
for  application  In  the  eastern  group,  the  carriers  would  treat 
the  rates  on  those  commodities  the  same  as  other  commodities 
under  the  decision  In  reduced  rates,  1922. 


I.  C.  C.  JURISDICTION  AS  TO  DAMAGE 

It  Is  believed  that  the  Commission's  decision  In  No.  12250, 
William  Danzer  ft  Co.,  Inc..  vs.  Oulf  &  Ship  Island,  opinion 
No.  7665.  69  I.  C.  C.  59-62  (Traffic  World,  June  17,  p.  1343),  Is 
going  to  attract  a  good  deal  of  attention.  In  that  case  the 
Com  mission  applied  the  principles  laid  down  by  the  Supreme 
Court  of  the  United  States  In  L.  ft  N.  vs.  Ohio  Valley  Tie  Co., 
242  f.  S.  288.  the  chief  one  of  which  was  that  the  Commission 
had  concurrent  jurisdiction  with  courts  to  find  the  amount  of 
damages  a  shipper  might  suffer  by  reason  of  the  violation  of 
law,  and  award  an  amount  sufficient  to  cover  the  damage. 

That  Ohio  Valley  Tie  case  contained  a  summing  up,  by  the 
court,  of  cases  arising  out  of  decisions  of  the  Commission  in 
which  the  measure  of  damages  was  in  Issue. 

In  this  case  the  Commission  awarded  damages  amounting 
to  $307.15  on  one  carload  of  lath,  shipped  from  Lyman,  Miss., 
to  Wllkes-Barre,  because  that  was  the  value  of  the  lath,  as 
found  by  It,  at  Hagerstown.  Md.,  at  the  time  it  should  have 
arrived,  minus  the  freight  from  Lyman  to  Hagerstown.  The 
Commission  held  that  the  lath  had  a  market  value  of  $475.45 
at  Hagerstown  in  September  and  October,  1917,  and  that  that 
was  what  the  complainant  would  have  received,  minus  the 
freight  of  $168.30,  had  the  carload  of  lath  been  sent  to  Hagers- 
town with  reasonable  dispatch,  In  accordance  with  the  instruc- 
tions of  the  complainant. 

The  lath  was  billed  at  Lyman,  August  30,  1917,  consigned 
to  V.  W.  Long  Lumber  Company.  Wllkes-Barre,  Pa.,  routed 
"N.  &  W.  and  Hagerstown."  The  same  day  the  complainant 
purchased  the  car  as  a  "speculative  buy."  September  5,  the  com- 
plainant wrote  to  the  Pennsylvania  division  freight  agent  at 
Harrlsburg,  Pa.,  and  to  the  representatives  of  the  Cumberland 
Valley  at  Cbambersburg,  Pa.,  and  Hagerstown,  Md.,  requesting 
that  the  car  "be  held  In  transit  for  diversion."  The  complainant 
resold  the  car  to  the  Lebanon  Box  Company  because  It  needed 
lath  and  bought  because  the  car  In  question  was  supposed  to 
be  In  transit. 

The  Oulf  ft  Ship  Island  had  trouble  getting  the  lath  started 
north,  but  when,  after  14  or  15  days  of  effort,  it  did  get  the  car 
on  Its  way,  it  was  routed  through  Cincinnati  and  never  got  to 
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wn.  The  complainant's  vendee,  when  advised  that  the 
car  was  at  Wilkes-Barre,  canceled  Its  order  for  it.  The  Penn- 
sylvania refused  to  bring  the  car  to  Hagerstown  unless  all 
charges  were  paid.  The  complainant  refused  and  the  car  of 
lath  was  sold  at  auction  for  »200.  Charges  against  the  car 
amounted  to  $473.51.  or  more  than  it  was  supposed  to  be  worth 
at  Hagerstown. 

The  carriers  contended  that  the  Commission  was  without 
jurisdiction  to  award  damages  for  loss,  damage,  delay,  or  con- 
version. The  Commission  held  otherwise,  on  the  authority  of 
•  Mo  Valley  Tie  Company  case.  It  said  the  car  was  mis- 
routed,  and  that  mlsrouting,  clearly,  was  a  violation  of  the  In- 
terstate commerce  act.  The  complainant  having  elected  to  pros- 
ecute its  claim  before  the  Commission,  the  report  said,  it  might 
award  reparation  for  whatever  resulted  in  consequence  of  the 
unlawful  act. 


COMMISSION  ORDERS 

Defendants'  petitions  for  rehearing  in  No.  11081,  Roundup 
Coal  Mining  Company  vs.  Director-General,  Big  Fork  &  Inter- 
national Falls  Railway  Co.,  et  al.,  have  been  denied  and  the 
original  order  in  the  ease  has  been  modified  so  as  to  become 
effective  on  August  2,  1922.  instead  of  on  July  18. 

The  Commission  has  reopened  No.  12605,  Refinite  Company 
Director-General,  and  C.  B.  &  Q.  R.  R.,  for  further  considera- 
tion. 

No.  12144,  Midland  Coal  Company  et  al.  vs.  Midland  Valley 
R.  R.  Co.  ?t  al.,  has  been  reopened  for  further  consideration 
with  respect  to  the  order  awarding  reparation. 

The  Hazel  Atlas  Glass  Company  has  been  permitted  to  in- 
tervene In  No.  13702,  Boren-Stewart  Company  vs.  B.  &  0.  et  al. 

The  Commission  has  granted  the  Railroad  and  Warehouse 
Commission  of  the  State  of  Minnesota  permission  to  intervene 
in  No.  13839,  Commercial  Club  of  Fargo,  North  Dakota,  vs.  Ahna- 
pee  &  Western  Railway  Company  et  al. 

On  consideration  of  the  record  in  the  case,  Armour  &  Com- 
pany has  been  permitted  to  intervene  in  No.  13803,  National 
Poultry  Butter  and  Eggs  Association  et  al.  vs.  Ann  Arbor  Rail- 
road Company  et  al. 

On  application  of  counsel  for  the  Great  Northern  Railway, 
the  Commission  has  ordered  that  the  depositions  of  Ralph  Budd, 
\V.  P.  Kenney,  C.  O.  Jenks,  G.  R.  Martin,  D.  J.  Kerr,  George  H. 
Ilt-ss.  V.  P.  Turnburke,  A.  L.  Bergfeld  and  H.  H.  Brown  of  St. 
Paul,  Minn.,  be  taken  before  Frank  J.  Gould,  a  notary  public,  at 
St.  Paul,  June  26  at  10  A.  M.,  with  respect  to  matters  and  things 
involved  in  Finance  Docket  No.  2172,  in  the  matter  of  the  ap- 
plication of  the  Wenatchee  Southern  Railway  Company  for 
permission  to  construct  a  new  line  of  railway  tracks  from 
\\>natchee.  Wash.,  to  Beverly  Junction,  Wash. 

Defendant's  petilon  for  reargument  of  No.  11818  (and  sub 
Nos.  1  to  13,  inclusive),  American  Wholesale  Lumber  Asso- 
ciation vs.  Director-General,  Aberdeen  &  Rockflsh,  et  al.,  has 
been  denied. 

The  Commercial  Exchange  of  Philadelphia,  Philadelphia 
Board  of  Trade,  Philadelphia  Bourse,  The  Philadelphia  Maritime 
Exchange,  Manufacturers'  Club  of  Philadelphia,  Commercial 
Traffic  Managers'  Association  of  Philadelphia,  and  The  Phila- 
delphia Chamber  of  Commerce  have  been  permitted  to  intervene 
in  No.  13548  (Sub  No.  1),  Maritime  Association  of  Boston  Cham- 
ber of  Commerce  et  al.  vs.  Ann  Arbor  et  al.,  and  13548  (Sub  No. 
2),  same  vs.  Alabama  Great  Southern  et  al. 

On  petition  of  the  complainants  the  Commission  has  re- 
opened for  further  argument  No.  11857,  lola  Cement  Mills  Traf- 
fic Association  et  al.  vs.  Director-General,  Cassville  &  Exeter, 
et  al. 

The  Commission  has  denied  the  petition  of  the  Director- 
General  for  reconsideration  or  rehearing  of  No.  11650,  Texar- 
kana  Pipe  Works  vs.  Director-General. 

The  Commission,  on  petition  of  the  complainants,  has  re- 
opened for  further  argument  No.  11510,  Tanners'  Council  of  the 
1'iiited  States  of  America  et  al.  vs.  Director-General. 

The  American  Box  Board  Company  was  permitted  to  Inter- 
vene in  No.  13431,  Michigan  Paper  Mills  Traffic  Association  vs. 
Michigan  Central  et  al. 

Upon  request  of  the  various  complainants,  the  Commission 
has  dismissed  the  following  complaints:  Nos.  13505,  Taylor, 
Smith  &  Taylor  Co.  vs.  Grand  Trunk  of  Canada  et  al.;  13443, 
R.  M.  Welgandt,  a  sole  proprietor,  doing  business -as  the  West 
Side  Fuel  Co.  vs.  Director-General;  13812,  Hercules  Powder  Co. 
vs.  A.  G.  S.  et  al.;  13672,  Farmers  Elevator  Co.  vs.  I.  C.;  13599, 
Chicago  Fire  Brick  Co.  et  al.  vs.  A.  C.  &  Y.  et  al.;  13630,  the 
M<Klnney  Steel  Co.  vs.  B.  &  O.  et  al.;  13575,  Albany  Perforated 
Wrapper  Paper  Co.  vs.  C.  R.  I.  &  P.  et  al.;  13422,  Northern 
Indiana  Sand  &  Gravel  Co.  vs.  A.  T.  &  S.  F.  et  al.;  13358,  the 
Lack  Radford  Elevator  Co.  et  al.  vs.  Y.  &  M.  V.  et  al.;  13492, 
Peoria  Brick  &  Tile  Co.  vs.  C.  B.  &  Q.  et  al.;  13495,  E.  I.  Du  Pont 
De  Nemours  &  Co.  vs.  Director-General,  N.  O.  &  N.  E.  et  al.; 
13495  (Sub-No.  1),  Same  vs.  I.  C.  et  al.;  13495  (Sub-No.  2), 
Same  vs.  Director-General,  I.  C.  et  al.;  and  13190,  Prescott  & 
Northwestern  Railroad  Co.  vs.  Director-General. 

Having  received  advice  that  the  following  complaints  have 
been  satisfied,  the  Commission  has  dismissed  them:  Nos. 


13515  Golding  Sons  Co.  vs.  B.  &  L.  E.  et  al.;  12676,  Dow  Chem- 
ical Co  vs.  P.  M.  et  al.;  13600,  Parker  Corn  Co.  vs.  Western 
Maryland;  13772,  Tomahawk  Pulp  &  Paper  Co.  vs.  Duluth  & 
Iron  Range  et  al.,  and  13772  (Sub-No.  1),  Same  vs.  Same. 

The  Commission  has  dismissed  No.  13328,  the  Seneca  Wire 
&  Manufacturing  Co.  vs.  Lake  Erie  &  Western  et  al.,  for  lack 
of  prosecution. 

Application  of  the  Missouri  Pacific,  the  St.  Louis-San  Fran- 
cisco, and  the  Kansas  City  Southern  for  authority  to  continue 
in  effect  the  present  switching  rates  within  the  switching  limits 
of  Kansas  City,  Mo.-Kan.,  without  reducing  them  in  compliance 
with  the  Commission's  decision  in  Reduced  Rates,  1922,  was 
denied. 

Armour  and  Company  were  permitted  to  intervene  in  No. 
12482.  Ogden  Packing  and  Provision  Co.  vs.  A.  T.  &  S.  F.  et  al. 

The  Peoria  Association  of  Commerce  was  permitted  to  in- 
tervene in  No.  13671,  Public  Service  Commission  of  Indiana  et  al. 
vs.  A.  T.  &  S.  F.  et  al. 


ABANDONMENT  OF  D.  &  N.  M. 

The  Traffic   World   Washington  Bureau 

On  rehearing,  the  Commission  has  affirmed  a  finding,  under 
date  of  July  15,  1921,  that  the  present  and  future  public  con- 
venience and  necessity  permit  the  abandonment  by  the  Duluth 
&  Northern  Minnesota  Railway  Company  of  its  line  of  railroad 
extending  from  Knife  River,  Lake  county,  Minn.,  to  Cascade, 
Cook  county,  Minn.,  a  distance  of  99.25  miles.  The  case  was 
reopened  on  petition  of  the  attorney-general  of  Minnesota.  Com- 
missioners McChord,  Cox  and  Lewis  dissented. 

The  Commission  said  that  on  rehearing  the  evidence  was 
confined  to  proofs  as  to  an  offer  submitted  by  the  attorney- 
general  of  Minnesota  on  October  10,  1921,  by  the  Minnesota 
Forest  Products  Company  and  its  ability  to  furnish  adequate 
tonnage  to  enable  the  road  to  operate,  and  to  testimony  of 
settlers  showing  their  situation  as  the  result  of  cessation  of 
service. 

The  timber  company,  owning  about  185  million  feet  of  saw 
timber  and  saw  logs  in  Cook  county,  proposed  to  buy'  the  line 
if  the  Commission's  certificate  were  revoked,  and  to  operate 
the  line  as  a  common  carrier.  After  discussing  the  offer  of  the 
company  in  detail  and  commenting  on  what  appeared  to  it  to 
be  somewhat  of  a  lack  of  interest  on  the  part  of  the  timber 
company  to  acquire  the  property,  the  Commission  said  nothing 
had  been  presented  upon  which  it  could  conclude  that  the  re- 
sults of  operation  would  be  any  more  favorable  than  it  had 
anticipated  in  the  original  report.  Further,  the  Commission 
could  not  see  that  its  certificate  stood  in  the  way  of  the  timber 
company  acquiring  the  property. 

The  jurisdiction  of  the  Commission  was  attacked,  but  it 
ruled  that  under  the  decision  of  the  Supreme  Court  in  Texas  vs. 
Eastern  Texas  R.  R.  Co.  et  al.,  it  had  authority  to  sanction 
abandonment  as  to  interstate  and  foreign  commerce. 

"We  are  further  urged  to  construe  these  paragraphs  (18 
to  22  of  section  1)  as  requiring  us  to  consider  only  the  question 
of  whether  there  is  a  public  need  for  the  service  and  to  hold 
that  the  question  of  loss  in  operation  is  a  matter  which  we 
cannot  take  into  account  at  all,"  said  the  Commission.  "The 
argument  is  that  the  question  of  gain  or  loss  is  a  matter  en- 
tirely unrelated  to  public  convenience  and  necessity,  and  that 
if  we  find,  from  the  evidence,  that  there  is  any  degree  of  public 
need  for  the  service,  we  must,  as  a  matter  of  law,  deny  the 
application.  Such  a  construction,  however,  loses  sight  of  the 
familiar  doctrine  of  the  courts  that  the  very  fact  that  a  line 
of  railroad  does  not  pay  the  expense  of  running  its  trains  is 
cogent  evidence  that  public  convenience  and  necessity  does  not 
require  it  to  be  kept  in  operation." 

The  Commission  said  it  was  not  impressed  with  the  argu- 
ment advanced. 

Chairman  McChord,  in  his  dissenting  opinion,  which  was 
concurred  in  by  Commissioner  Cox,  said  he  believed  the  out- 
standing certificate  should  be  withdrawn  in  light  of  the  facts 
developed  on  rehearing.  He  said  the  Commission  should  afford 
those  interested  the  opportunity  to  maintain  the  line  as  a  going 
concern,  and  that  abandonment  should  be  a  last  resort.  He 
said  a  withdrawal  from  the  field  was  not  justified  by  the  record. 


DENIES  MICHIGAN  NORTHERN  APPLICATION 
On  further  hearing,  the  Commission  has  affirmed  its  con- 
clusions in  a  former  report  (65  I.  C.  C.,  480)  that  public  con- 
venience and  necessity  have  not  been  shown  to  require  construc- 
tion by  the  Michigan  Northern  Railroad  Company  of  a  line  of 
railroad  in  the  counties  of  Ingham,  Eaton,  Clinton,  Gratiot,  Isa- 
bella and  Midland,  Michigan,  between  Lansing  and  Midland, 
Mich.  The  Commission  held  in  the  original  report  that  the 
record  did  not  warrant  the  building  of  the  road.  It  said  in  the 
supplemental  report  that  at  the  second  hearing  further  evidence 
was  offered  both  with  regard  to  the  needs  of  the  territory  which 
would  be  served  and  the  probable  financial  results  to  be  derived 
from  the  proposed  line,  but  that  on  the  whole  record  it  was 
unable  to  conclude  that  the  applicant's  case  had  been  strength- 
ened by  the  additional  proofs  presented. 


June  24,  1922 
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I  Tentative  Reports  of  the  Commission 


CHARGES  ON  IRON  AND  STEEL 

Condemnation  of  unloading  and  handling  charges,  on  iron 
and  steel  articles,  originating  in  Seattle,  transferred  from  open- 
top  cars  directly  into  vessels  by  ship's  slings  and  exported  from 
Seattle  has  been  proposed  by  Examiner  P.  F.  Gault  in  a  report 
on  No.  13171,  Mutual  Products  Trading  Co.  vs.  Oregon-Wash- 
ington Railroad  &  Navigation  Co..  on  the  ground  of  unreason- 
ableness. The  report  covers  five  sub-numbers  brought  against 
the.  same  defendant  by  Frazar  ft  Co..  Mutual  Products  Trading 
Co..  Azuma  Brothers,  Inc.,  Pacific  Coast  Steel  Co.  and  Foster 
Olaspt-ll. 

Charge*  of  $1.80  per  ton  were  assessed  on  the  shipments 
in  question,  com|>o«ed  of  SO  cents  wharfage.  65  for  handling 
and  65  cents  for  unloading.  I'nder  the  definitions  In  the  ap- 
plicable tariff,  according  to  the  examiners'  report,  wharfage 
is  the  charge  for  the  privilege  of  having  the  freight  pass  over 
the  dock;  the  charge  for  handling  is  made  for  the  service  of 
handling  freight  from  or  to  the  ship's  sling,  and  the>  loading 
or  unloading  charge  is  that  made  for  loading  or  unloading  to 
or  from  the  car  to  the  dock  or  the  dock  warehouse,  but  not  to 
or  from  the  sling. 

In  this  case,  the  examiner  said,  there  was  only  one  opera- 
tion—that of  putting  the  freight  Into  the  ship's  sling.  The 
freight  was  not  taken  from  the  ear  to  the  dock.  It  went  di- 
rectly from  the  car  Into  the  ship's  sling-  The  charge,  it  was 
testified,  was  agreed  upon  In  an  effort,  during  federal  control, 
to  arrive  at  uniform  charges  on  the  railroad,  the  private  and 
the  municipal  or  state  docks.  The  handling  and  loading  charge. 
as  first  agreed  upon,  was  each  to  be  60  cents  and  the  wharfage 
charge  50  cents.  That  was  In  September.  1919.  Ninety  days 
later  the  handling  and  loading  charges  were  Increased  to  65 

.  .-rut 

The  carrier,  at  the  trial  of  the  cases,  undertook  to  justify 
the  charges  by  testimony  as  to  cost  of  performing  the  service 
that  was  rendered,  showing  a  cost  of  $3.11  per  ton.  The  con- 
on,  the  examiner  said,  was  without  d.-talln  essential  to  give 
It  weight  He  pointed  out  that  the  charges  In  the  cases  In  ques- 
tion were  the  same  as  If  the  freight  had  been  taken  out  of  the 
can.  piled  on  the  docks,  and  then  taken  to  the  ship's  sling, 
whereas  the  service  performed  was  a  direct  loading  Into  ih>- 
car.  The  shipments  In  question  were  made  In  March.  April  and 
May.  1920.  They  originated  locally.  Prior  to  September  load- 
Ing  and  handling  charges  were  not  assessed  on  local  shipments 
for  export  handled  a*  these  were. 

A  charge  of  ll.JO  remained  for  application  on  transconti- 
nental export  freight  nntll  April  20.  1922.  On  that  day  the 
charge  was  reduced  to  60  cents,  for  direct  loading,  50  cents  for 
wharfage  and  10  cents  for  checking.  Iloth  charges  were  ab- 
sorbed, either  by  the  rail  or  water  carrier. 


RATES  ON  POTATOES 

In  a  proposed  report  on  No.  12226.  Andrews  Brothers  et  al. 
vs.  Akron.  Canton  A  Youngstown  et  al..  Kxaminer  Paul  O.  Car- 
ter said  the  Commission  should  bold  rates  on  potatoes,  from 
points  In  the  lower  peninsula  of  Michigan  to  destinations  In 
trunk  line,  southeastern  and  central  freight  association  terri- 
tories, on  and  east  of  the  Illinois-Indiana  line,  are  unduly  preju- 
dicial to  Michigan  shippers,  hi  comparison  with  rates  from  Wis- 
consin and  Minnesota,  to  the  same  destinations.  He  said  the 
evidence  was  insufficient  to  warrant  an  award  of  reparation. 

The  report  In  that  formal  docket  case  also  covers  I.  and  S. 

1384.  rates  on  potatoes,  from  Minnesota,  Wisconsin  and  the 
upper  peninsula  of  Michigan  to  central  and  trunk  line  territories. 
Carter's  recommendation  on  that  case  was  that  the  Commission 
should  hold  the  rates  proposed  In  Boyd's  I.  C.  C.  No.  A1222  had 
been  justified  and  discontinue  the  proceedings. 

At  the  hearing  on  the  formal  docket  case  the  allegation  of 
unreasonableness  was  withdrawn  and  the  case  proceeded  upon 
the  allegations  of  undue  prejudice  and  undue  preference.  Prior 
to  the  hearing  the  I.  and  8.  case  was  created  by  the  promulga- 
tion of  Boyd's  tariff,  proposing  to  raise  rates  from  Minnesota. 
Wisconsin  and  the  upper  peninsula.  Upon  the  protest  of  the 
Northern  Potato  Traffic  Association  the  Boyd  tariff  was  sus- 
and  the  two  cases  consolidated  for  hearing  and  dlsposl- 


The  carriers  admitted  the  present  rates  from  Wisconsin  and 
Minnesota  discriminated  against  the  Michigan  shippers.  Wit- 
nesses for  the  Michigan  lines  testified  their  revenue  from  pota- 
toes was  less  than  the  average  of  all  traffic  and  that  they  could 
not  afford  to  reduce  their  rates  to  give  their  shippers  equality 
with  their  competitors  In  Minnesota  and  Wisconsin.  The  Min- 
nesota and  Wisconsin  lines  contended  their  rates  were  on  a 
low  basis,  henre  the  proposals  made  In  the  Boyd  tariff.  The 


Michigan  shippers  asked  for  differentials  under  Wisconsin  and 
Minnesota,  but  said  that  if  that  could  not  be  done,  they  would 
feel  satisfied  with  the  Boyd  tariff  raising  the  rates  of  their  com- 
petitors. The  examiner  said  that,  owing  to  the  grouping  of  rates 
from  Minnesota  and  Wisconsin,  it  would  be  hard  to  establish 
differentials  from  Michigan  shipping  points  because  the  latter 
are  on  a  mileage  basis. 

The  examiner  said  the  Commission  should  hold  that  the 
undue  prejudice  found  by  him  would  be  removed  by  allowing  the 
Hoyd  rates  to  become  operative. 


WOODEN  TANK  MATERIAL 

In  a  report  on  No.  12437,  Parkersburg  Rig  &  Reel  Co.  vs. 
Director-General,  A.  T.  &  S.  F.,  et  al..  Examiner  M.  G.  de  Que- 
vedo  recommended  a  holding  that  rates  on  wooden  tank  material 
moving  wholly  or  partly  over  the  Santa  Fe,  from  Tulsa,  Okla.,  lo 
destinations  In  Kansas,  were  not  unreasonable  or  otherwise  un- 
lawful; that  rates  on  mixed  carloads  of  bull  wheel  arms,  cants 
and  pins  or  when  mixed  with  lumber,  moving  wholly  over  the 
Santa  Fe  were  unduly  prejudicial  to  the  extent  they  exceeded 
the  contemporaneous  rates  on  such  commodities  from  Oklahoma 
City  for  similar  distances. 

Quevedo  said  it  had  not  been  shown  that  the  complainant 
suffered  any  damage  by  reason  of  the  undue  prejudice  and  as 
the  cancellation  of  the  lower  rate  from  Oklahoma  City  had 
placed  Tulaa  on  an  equal  basis  with  Oklahoma  City  on  that 
traffic  no  order  for  the  future  was  necessary. 

The  examiner  said  the  Commission  should  further  find  that 
the  rates  applicable  on  wooden  tank  staves  and  headings  and 
bull  wheel  material.  In  straight  or  mixed  carloads,  over  the 
Midland  Valley  and  the  Missouri  Pacific  were  unreasonable  to 
the  extent  they  exceeded  21.5  cents;  and  that  the  rates  on 
stares  and  headings.  Including  necessary  Iron  and  steel  parts. 
not  to  exceed  in  weight  20  per  cent  of  tie  weight  of  the  entire 
carload,  were,  prior  to  October  20,  1919,  unreasonable  to  the 
extent  they  exceeded  by  more  than  10  per  cent  the  rates  con- 
temporaneously maintained  on  lumber  from  and  to  the  same 
points.  As  the  )•:•••  in  rates  do  not  exceed  those  on  lumber,  the 
examiner  said  no  order  for  the  future  was  necessary.  He  rec- 
ommended reparation  to  the  basis  indicated  on  shipments  mov- 
ing on  rates  he  said  should  be  held  unreasonable. 


RATES  ON  STEEL  WINDOW  FRAMES 

In  a  report  on  No.  13266.  David  l.upton's  Sons  Co.  vs.  P.  K. 
R.  et  al..  Kxaminer  John  A.  McQuillan  has  recommended  a  hold- 
ing that  charges  at  fifth  class  on  steel  frames,  window  and  sash 
combined,  in  carloads,  from  Philadelphia  to  New  York,  were 
Illegal  but  not  unreasonable  and  that  the  collection  of  under- 
charges should  be  waived. 

The  sizes  of  the  frames  were  so  unusual  they  had  to  be 
loaded  In  pocket  and  well  cars.  McQuillan  examined  the  rules 
and  descriptions  upon  which  the  complainant  relied  to  prove 
Its  contention  that  the  rates  collected  were  unreasonable,  and 
came  to  the  conclusion  that  there  were  no  provisions  in  the 
tariff  which  provided  for  frames  of  such  unusual  dimensions 
~q|B  were  not  boxed  or  crated. 

Included  In  the  shipments  were  frames  of  ordinary  sizes  al.-n 
unboxed  or  uncrated.  McQuillan  said  In  view  of  the  fact  that 
no  rates  were  legally  applicable  on  the  main  part  of  the  ship- 
ments, the  extra  commodities  should  have  been  charged  for  at 
less  than  carload  rates.  He  said,  however,  the  fifth  class  rate 
collected  appeared  to  have  been  reasonable  on  the  mixture  in 
question  and  therefore  the  collection  of  any  undercharges  on 
the  extra  commodities  should  be  waived  and  the  complaint  be 
dismissed. 


RATES  ON  FROZEN  MEAT 

Affirmation  of  the  Commission's  prior  holdings  In  the  same 
rase.  Examiners  H.  C.  Wilson  and  John  A.  McQuillan  said  should 
be  made  on  No.  11012.  Swift  ft  Co.  vs.  Director-General,  South- 
ern Pacific  et  al.,  as  to  rates  on  frozen  meat  from  South  San 
Francisco  and  Spokane  to  New  York,  Jersey  City  and  Boston. 
The  original  finding  was  that  the  rates  were  unreasonable  and 
that  reparation  should  be  made.  That  finding  was  In  60  I.  C.  <'. 
1.  The  report  also  covers  No.  12174.  Swift  ft  Co.  vs.  Director- 
General.  Southern  Pacific  et  al..  and  No.  12223.  Armour  ft  Co.  vs. 
Director-General.  Northern  Pacific  et  al.  In  the  original  report 
the  Commission  held  a  rate  of  $2.47V4  applied  on  22  carloads  of 
frozen  meat  during  September  and  October,  1917.  shipped  to  the 
eastern  ports  for  export  to  Europe  was  unreasonable  to  the  extent 
It  exceeded  $2.00  per  100  pounds,  minimum  34,000  pounds,  and 
awarded  reparation. 

Subsequent  to  tho  decision  In  that  case  hearings  were  hold 
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in  another  Swift  case  and  on  a  complaint  by  Armour  &  Company, 
In  which  rates  of  $2.47%,  |2.55  and  $3.19  were  assessed  on  176 
carloads  of  frozen  meat  shipped  from  Spokane  to  New  York  and 
Boston.  Because  the  issues  in  the  later  cases  seemed  to  be  the 
name  the  thre^  were  docketed  for  hearing  and  disposition  on 
one  record. 

In  their  report  the  examiners  said  the  complainants  real 
grievance  was  that  the  rates  assailed  were  unreasonably  high, 
and  In  support  of  that  allegation  they  attacked  certain  notes  in 
the  transcontinental  tariff  and  restrictions  in  tariffs  of  the  de- 
livering lines,  all  of  which  were  imposed  to  prevent  congestion  at 
the  Atlantic  ports.  The  examiners  said  inasmuch  as  the  real 
grievance  was  the  level  of  the  rates  it  was  not  necessary  to  reach 
any  preliminary  conclusion  as  to  the  reasonableness  of  the  rules 
which  incidentally  caused  the  assessment  of  the  assailed  rates. 
Accordingly,  they  said,  the  level  of  the  rates  and  not  why  they 
were  assessed  would  be  given  consideration.  They  said  the 
Commission  should  affirm  the  prior  finding  that  they  were  unrea- 
sonable to  the  extent  they  exceeded  $2  prior  to  June  25,  1918, 
and  $2.50  thereafter.  They  said  reparation  should  be  awarded 
to  that  basis. 


COTTON  RULES  AND  REGULATIONS 

In  a  detailed  report  on  No.  12750,  Memphis  Freight  Bureau, 
for  Abston,  Wynne  &  Co.  et  al.  vs.  Missouri  Pacific  et  al.,  which 
also  covers  two  sub-numbers,  brought  by  the  same  complainant 
in  behalf  of  other  members,  but  only  against  the  Director-Gen- 
eral, Examiner  Harris  Fleming  recommended  condemnation  of 
carrier  practice  in  respect  of  concentration  and  reconsignment 
of  cotton  at  Memphis,  in  only  one  phase  of  the  situation.  He  said 
the  rules  and  regulations  of  the  Missouri  Pacific  should  be  held 
unduly  prejudicial  to  Memphis  and  unduly  preferential  of  com- 
press points  in  Arkansas.  But  he  said,  while  the  Commission 
should  order  the  removal  of  the  undue  prejudice,  it  should  deny 
reparation. 

The  complaints  against  the  Director-General  v/ere  chiefly  for 
the  purpose  of  claiming  reparation  on  shipments  moving  between 
August  31  and  December  15,  1919.  The  main  complaint,  as  sum- 
marized by  the  examiner,  was: 

That  the  rates  Into,  through  and  out  of  Memphis  on  cotton 
originating  at  various  points  in  Arkansas  on  the  Missouri  Pa- 
clflc.  and  on  the  Chicago,  Rock  Island  &  Pacific  and  the  St.  Louis- 
Southwestern,  concentrated  at  Memphis  and  reconsigned  from  that 
point  to  various  Interstate  destinations,  were  and  are  unreasonable, 
unjustly  discriminatory  and  unduly  prejudicial  to  Memphis  and  the 
merchants,  factors,  shippers,  and  receivers  of  cotton  at  that  point. 
This  claim.  In  the  main,  is  based  on  an  alleged  unduly  preferential 
adjustment  under  which  cotton  shipped  from  and  to  the  same 
points  Is  accorded  joint  rates  In  connection  with  transit  arrangements 
which  permit  concentration  and  reconsignment  enroute  at  Earle  and 
certain  other  Arkanssa  compress  points.  Apparently,  the  complain 
Is  Intended  to  include  allegations  of  similar  violations  of  the  act 
with  respect  to  the  rates  on  cotton  from  these  same  origin  points, 
from  points  In  Arkansas  on  the  St.  Louis-San  Francisco,  and  from 
points  in  western  Tennessee  on  the  Illinois  Central,  the  Louisville  & 
Nashville,  the  Nashville.  Chattanooga  &  St.  Louis,  and  the  Southern 
Hallway,  to  New  Orleans,  La.,  when  moving  south  of  Memphis  in 
connection  with  the  Mississippi-Warrior  River  barge  line,  though 
Joint  rates  are  now  in  effect  on  that  traffic  and  complainant's  griev- 
ance In  connection  with  that  situation  appears  to  be  predicated  solely 
on  the  carriers'  failure  to  provide  for  concentration  and  reconsign- 
ment at  Memphis  In  connection  with  such  rates.  With  respect  to  the 
all-rail  traffic,  complainant  asks  that  joint  rates  be  established  by 
way  of  Memphis;  that  the  respective  defendants  originating  the 
traffic  be  required  to  maintain  such  concentration  and  reconsignment 
arrangements  at  that  point  as  are  accorded  at  Earle  and  the  other 
specified  compress  points  in  Arkansas;  and  that  reparation  be  award- 
ed, on  shipments  which  moved  since  September  1,  1920,  "for  the 
differences  between  the  amounts  charged  and  the  through  rates  from 
points  of  origin  to  flnal  destination."  With  respect  to  the  traffic  in 
connection  with  the  barge  line  it  asks  that  the  carriers  parties  to  the 
Joint  rates  be  required  to  provide  the  necessary  regulations  permit- 
ting such  concentration  and  reconsignment  service  at  Memphis. 

The  examiner  said: 

The  Commission  should  flnd  (1)  that  the  present  rules  and  regula- 
is  of  the  Missouri  Pacific  governing  the  concentration  and   recon- 
signment of  cotton  originating  at  and  destined  to  points  specified  in 
that   carrier's   tariff   A4922.   are.    and    for   the    future    will   be,    unduly 
'judicial  to  Memphis  and  unduly  preferential  of  various  other  com- 
press points  shown   in  the  said  tariff   In  Arkansas,   and  especially   of 
arle;   that  so  long  as  this  defendant  continues   to  apply   concentra- 
I  reconsignment  rules  and  regulations  substantially  the   same 
w  at  present  In  effect  at  Earle  and   other  compress   points  in 
should   provide   rules   and   regulations  permitting   a   like 
Mrvtoe   m   Memphis  on   cotton   destined  to   points   named   in 
i?h<hLi0rlgJna.tl.n,g   at   the   following   points   on    its    lines   in 
«ui«as,  Knobel  and  stations  on  the  line  extending  south  from  that 
olnt  to  and  including  the  first  station  north  of  Forest  Cltv;  stations 
C    ±.httWM"i,b<irt    "V?1    •'"•'"•""B.    Little    Rock   and    Newport : 
J2?«K "   P"^  Jtnob    nnd    MplnPhis;    and    stations    between 
FX    *  tn<1  ,Marianna:    <2>   that   the  defendants'   rates,   rules 
'""on"  herein  assailed  were  not  and  are  not  unreasonable  or 
t?  ^ly,  nreJudlcla>   <"•   unlawful;    and    (3)    that    the    record 
shipment  ""  RWard  °f  reParation  °«  ^  of  complainant's 


MORE  REPARATION  PROPOSED 

Additional  awards  of  reparation  have  been  proposed  by  Ex- 
aminer Bronson  Jewell  on  further  hearing  in  No.  10287    Globe 
evator  Company  vs.  Director-General,  D.  L.  &  W   et  al     The 
ordinal  report  was  made  in  55  I.  C.  C.  587.    In  that  report  the 


Commission  held  unduly  prejudicial  to  the  complainant,  the  re- 
fusal of  the  Lackawanna,  Lehigh  Valley  and  the  Buffalo-Roches- 
ter &  Pittsburgh  to  absorb  the  switching  charge  of  the  Erie,  at 
Buffalo,  on  transit  grain  or  grain  products  to  the  same  extent 
they  absorbed  the  switching  charges  of  the  New  York  Central.  It 
awarded  reparation  on  shipments  of  grain  to  destinations  on  de- 
fendants' lines  which  could  not  have  been  reached  at  complain- 
ant's option  and  without  disregard  of  routing  instructions  given 
by  or  delivery  requirements  of  its  consignees,  by  other  routes 
which  would  have  avoided  the  switching  charge. 

At  the  additional  hearing  the  complainant  made  further 
proof  as  to  shipments,  but  not  complete  proof.  The  examiner  rec- 
ommended the  making  of  another  effort  by  the  parties  to  come 
to  an  agreement  as  to  the  shipments  falling  within  the  limita- 
tions of  the  Commission's  award.  He  said  the  complainant  sold 
its  stuff  delivered  and  that  therefore  the  Commission  should 
award  reparation  to  the  complainant. 


BUTTERMILK   RATING 

Examiner  C.  I.  Kephart  has  recommended  the  dismissal  of 
No.  12717,  Harding  Cream  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.,  on  a 
holding  that  class  B  rating  on  buttermilk,  condensed  or  evap- 
orated, had  not  been  shown  to  be  or  to  have  been  unreasonable. 
The  complainants  asked  for  a  class  C  rating  so  as  to  extend  the 
market  as  a  poultry  food,  or  component  in  prepared  foods.  Kep- 
hart said  the  evidence  was  inadequate,  especially  in  view  of  the 
fact  the  complainants  had  not  asked  the  carriers  for  commodity- 
rates,  contenting  themselves  with  application  to  the  classification 
committee  for  a  lower  rating.  The  committee  denied  the  ap- 
plication 


RATES    ON    FLAXSEED 

An  order  of  dismissal  has  been  recommended  by  Examiner 
John  A.  McQuillan  in  No.  13229,  Spencer  Kellogg  &  Sons,  Inc.. 
vs.  Delaware,  Lackawanna  &  Western  et  al.,  on  a  holding  that 
rates  on  flaxseed,  carloads,  from  New  York  harbor  points  to 
Buffalo  are  not  unreasonable. 


RATES  ON   SULPHURIC  ACID 

An  award  of  reparation  on  a  finding  of  unreasonable  rates 
has  been  made  by  Examiner  John  A.  McQuillan,  in  No.  13333, 
Hercules  Powder  Co.  vs.  N.  Y.  C.,  Director-General,  et  al.,  as  to 
sulphuric  acid,  carloads,  from  Danville,  111.,  to  Ishpeming,  Mich., 
in  the  period  between  June  12  and  August  26,  1918.  McQuillan 
said  the  Commission  should  find  the  rates  were  unreasonable 
to  the  extent  they  exceeded  21  cents  prior  to  June  25,  1918,  and 
26.5  cents  thereafter. 


CEREAL  PRODUCTS  AND  PANCAKE  FLOUR 

An  award  of  reparation  on  a  finding  of  unreasonableness  has 
been  proposed  by  Examiner  F.  C.  Hillyer  in  No.  13399,  Centen- 
nial Mill  Company  vs.  Director-General  and  Oregon-Washington 
R.  R.  &  N.  Co.,  on  the  ground  that  rate  on  a  mixed  carload  of 
cereal  products  and  pancake  flour,  from  Spokane,  Wash.,  to 
Baker,  Ore.,  shipped  in  June,  1919,  was  unreasonable  to  the  ex- 
tent it  exceeded  31.5  cents. 


RATES   ON    PULPWOOD 

Examiner  John  H.  Howell  has  recommended  the  dismissal 
of  No.  13338,  International  Paper  Co.,  Inc.,  vs.  Director-General, 
New  York  Central,  et  al.,  on  a  holding  that  rates  on  pulpwood, 
from  Racquette  Lake  and  Eagle  Bay,  N.  Y.,  to  Corinth,  N.  Y., 
during  federal  control,  were  not  unreasonable.  The  report  also 
covers  No.  13369,  Same  vs.  Same. 


RATE  ON  QUARTZ  ROCK 

Examiner  John  H.  Howell,  in  a  report  on  No.  13240,  Maine 
Power  Sales  Co.  vs.  Director-General,  as  agent,  has  recommended 
a  finding  that  the  rate  on  quartz  rock,  from  Danville  Junction, 
Me.,  to  Rumford  Falls,  Me.,  during  federal  control,  was  unrea- 
sonable to  the  extent  it  exceeded  4  cents,  to  which  basis  he 
thinks  reparation  should  be  made. 


RATES  ON   CORN 

An  order  of  dismissal  has  been  recommended  by  Examiner 
R.  L.  Shanafelt,  in  a  report  on  No.  13015,  Kellogg  Toasted  Corn 
Flake  Company  vs.  Atchison,  Topeka  &  Santa  Fe  et  al.,  on  the 
ground  that  rates  on  corn  from  Illinois  points  to  Battle  Creek, 
Mich.,  were  and  are  not  unreasonable  or  otherwise  unlawful. 


LUMBER,  FLORIDA  TO  BALTIMORE,  ETC. 
In  a  report  on  further  hearing  in  No.  11132,  Union  Cypress 
Co.  vs.  Florida  East  Coast,  Director-General,  et  al.,  Examiner 
Peter  C.  Paulson  has  recommended  a  reversal  of  the  Commis- 
sion's original  findings  in  58  I.  C.  C.  and  the  dismissal  of  the 
case  on  the  ground  that  the  rates  on  lumber  from  Hopkins, 
Fla.,  to  Baltimore,  Utica.  N.  Y.,  and  other  points  north  of 
Baltimore,  were  not  unreasonable  in  the  period,  June  25,  1918. 
and  February  14,  1919,  during  which  time  combinations  in  which 
there  had  been  more  than  one  increase  were  in  effect.  In  the 
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first  decision  the  Commission  held  that  the  combinations  were 
unreasonable  to  the  extent  that  they  exceeded  the  combination 
on  Jacksonville,  carrying  only  one  increase.  Paulson  thinks  the 
reversal  should  be  based  on  the  Commission's  decision  in  Acme 
Cenunt  Plaster  Co.  vs.  Director-General,  62  I.  C.  C.  267.  The 
complainant  relied  on  the  Commission's  decision  in  the  Sligo 
Iron  Store  case,  but  Paulson  thinks  the  Commission  should  not 
sustain  the  contention  that  the  instant  case  was  like  the  Sligo 
case.  His  view  is  that  the  reference  by  which  the  complainant 
undertook  to  hook  up  one  of  Washburn's  tariffs  with  tariffs  for 
carriage  beyond  the  rails  of  the  Southern,  Atlantic  Coast  Line 
and  Seaboard  Air  Line  did  not  come  within  the  Commission's 
rules  for  specific,  clear,  and  unambiguous  reference  of  one  tariff 
to  another. 


tion  whether  the  fourth  section  controlled  intrtistate  shipments 
because  there  was  no  evidence  that  the  complainant  had  been 
damaged. 


RATE  ON   SCRAP   LEATHER 

Examiner  John  H.  Howell  baa  recommended  the  dismissal 
of  No.  13460,  Max  Gorewitz  vs.  Pennsylvania  Railroad  Compaq- 
el  a!.,  on  a  holding  that  the  rate  on  scrap  leather  from  Newark. 
V  J..  to  Norfolk.  Va.,  was  and  is  not  unreasonable.  The  rate 
under  attack  was  20.5  cent*  and  was  that  applicable  to  scraps 
of  leather  lit  only  for  use  as  fertilizer  material,  and  on  other 
fertilizer  materials. 


RATES  ON   ORE 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  advised  by  Examiner  F.  r  Hillyer  In  a  report  on 

13421.  T.  J.  Murray  T«.  Director-General.  Great  Northern 
et  al..  as  to  rates  on  two  carloads  of  ore  (hipped  from  Okano- 
ean.  Wash.,  to  Bradley.  Ida.,  In  December.  1919.  Hillyer  said 

rates  should  be  held  unreasonable  to  the  extent   that  the 

on  the  first  shipment  exceeded  $4  per  ton  and  the  second 
$4.20.  to  which  basis,  be  said,  reparation  should  be  made.  The 
existing  rates,  he  Mid,  were  the  $4  and  $4.20  rates  Increased 
In  accordance  with  the  permission  In  Ex  Parte  74.  Therefore, 
he  said,  no  order  for  the  future  was  necessary. 


RATE   ON    ROUGH    RICE 

In  a  report  on  No.  12746.  Beaumont  Chamber  of  Commerce 
vs.  Director-General.  Beaumont.  Sour  Lake  &  Western  et  al.. 
Examiner  Fred  N.  Oliver  recommended  a  finding  of  unreason- 
ableness and  an  award  of  reparation.  a*  to  rough  rice,  from  vari- 
ous points  In  Louisiana  to  Beaumont,  as  to  shipments  between 
February  J7.  1917.  and  January  10,  1920.  The  examiner  said  in.- 
Commission  should  hold  the  rates  unreasonable  to  tbe  extent 
they  exceeded  the  scale  prescribed  by  It  In  Lake  Charles  Milling 

vs.  A.  *  N..  63  I.  C.  C.  18.  with  an  increase  of  25  per  < 
for  application  to  shipments  after  June  25,  1918. 


RATES  ON  GRAVEL  AND  SAND 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  M.  O.  de  Quevedo  in  No. 
12480.  Davlson  *  Namack  Foundry  Co.  vs.  P.  R.  R..  Director- 
General  et  al.,  as  to  rates  on  gravel  and  sand,  from  Millvllle  and 
Clayville.  N.  J.,  to  Ballston  Spa.  N  Y.  They  exceeded  the 
aggregate  of  Intermediates  from  and  after  June  7.  1917.  At  the 
time  of  the  movement  the  aggregate  of  rates  to  and  from 
••ctady  were  as  follows:  $2.80  until  June  25.  1918:  $3.2" 
until  August  26.  1920:  and  $4.74  thereafter.  Quevedo  Mid  the 
fact  that  the  through  rate  was  blanketed  to  a  number  of  points 
was  not  enough  In  and  of  1ts«U  sufficient  to  rebut  the  pre- 
sumption that  Joint  rates  exceeding  the  aggregate  of  the 
termedlates  were  unreasonable. 


CEMENT    FROM    MARTINS   CREEK,   PA. 
Examiner  John  A.  McQuillan,  in  a  report  on  No.  13329.  Alpha 
Portland  Cement  Co.  vs.  P.  R.  R.,  and  parts  of  fourth  section 
application  No.  1625,  has  recommended  a  finding  that  rates  on 
'mm  Martins  Creek.  Pa.,  to  points  on  the  Pennsylvania 
h»-rw.'cn   Rlegelsville  and   Stelton,   N.  J..  are  not  unreasonable 
or  unduly   prejudicial. 

The  examiner  said  the  Commission  should  deny  fourth  sec- 

relief   because   the   rates   In   effect    to  Stelton   and   other 

points  on  the  route  thereto  violate  the  equidistant  part  of  the 

fourth   section   and  the  Commission  has  no  authority  to  grant 

relief  as  to  such  rates. 


RATES  ON  SALT 

Examiner  Myron  Witters  has  recommended  the  dismissal 
of  No.  13108.  T  Walter  Hardy  vs.  Direr  tor-General,  and  Missouri 
Pacific,  on  thr  ground  that  the  rates  on  salt,  shipped  during  fed- 
eral control,  from  St.  Lotils  to  De  Soto  and  other  points  on  the 
Missouri  Pacific  between  St.  Louis  and  Cape  Olrardeau  were  not 
unreasonable.  He  said  certain  shipments  had  been  overcharged 
and  that  refunds  should  be  directed.  The  prayer  for  reparation 
was  based  on  th«>  fact  that  rates  to  Cape  Glrardeau  were  lower 
than  to  Intermediate  points.  Witters  said  the  Commission  had 
never  construed  the  federal  control  law  as  subjecting  Intrastate 
rate*  to  the  provisions  of  the  fourth  section  of  the  act  to  regu- 
late commerce.  He  said  It  was  not  necessary  »o  deride  the  quen 


RATE  ON  STEEL   RAILS 

A  finding  of  unreasonableness,  an  award  of  reparation,  and 
an  order  for  the  future  have  been  recommended  by  Examiner 
Myron  Witters,  in  a  report  on  No.  12226,  Mid-Continent  Equip- 
ment &  Machinery  Co.  vs.  Mobile  &  Ohio  et  al.,  as  to  the  rate 
on  one  carload  of  new  steel  rails,  for  use  in  a  coal  mine,  the 
shipment  moving  from  Memphis  to  Sparta,  111.,  in  September. 
1920.  A  combination  of  33.5  cents  was  collected,  on  the  theory 
that  because  the  rails  were  not  to  be  used  on  a  steam  or  electric 
railroad  they  were  "rails  N.  O.  I.  B.  N."  The  examiner  called  at- 
tention to  the  fact  that  the  Commission  repeatedly  has  refused 
to  sanction  rates  dependent  upon  the  use  to  which  the  article 
was  to  be  put.  He  said  the  proper  rate  to  have  been  used  was 
the  class  C  rate  of  17  cents,  Memphis  to  St.  Louis,  applicable 
over  a  route  of  the  Mobile  &  Ohio  on  which  Sparta  is  inter 
mediate.  Reparation,  he  said,  should  be  ordered  to  that  basis, 
and  the  carriers  required  to  establish  that  rate  for  tbe  fu»ure. 

ILLEGAL  DEMURRAGE  AND  PENALTY 
A  holding  that  the  demurrage  and  penalty  charges  were 
Illegally  assessed  has  been  recommended  by  Examiner  Harris 
Fleming,  in  a  report  on  No.  13512.  American  Lumber  &  Export 
Co.  vs.  Director-General,  and  Louisville  &  Nashville.  The  charges 
were  assessed  on  a  carload  of  lumber  shipped  from  Sylacauga.  Ala., 
held  at  Nashville,  and  reconslgned  to  Bowling  Green,  Ky.  The  ship 
ment  moved  in  February,  1920.  The  carrier  failed  to  notify  th«- 
complainant  at  Birmingham,  as  had  been  its  practice,  until  a  con- 
siderable number  of  days  after  arrival.  The  charges  were  im- 
posed for  the  time  the  car  was  held  at  Nashville,  prior  to  the 
serving  of  notice  of  arrival. 

PEANUT  AND   SOYA    BEAN    OIL 

A  finding  that  rates  on  peanut  oil  and  soya  bean  oil,  from 
I'ndercliff,  N.  J.,  to  Chicago,  Cleveland  and  Columbus,  O.,  East 
Chicago  and  Milwaukee  were  unreasonable,  between  August  I. 
1919.  and  October  28.  1920.  has  ben  made  by  Examiner  John  II. 
Howell.  in  a  report  on  No.  13335.  Spencer  Kellogg  &  Sons,  Inc.. 
vs.  Director-General,  New  York  Central  et  al.  Fifth  class  w;is 
Imposed.  The  examiner  said  the  rates  should  be  held  unn-:i 
sonable  to  the  extent  they  exceeded  sixth  class  and  that  rep 
tlon  should  be  made  to  that  basis. 


RATE  ON   COPRA 

In  a  report  on  No.  13282.  Spencer  Kellogg  &  Sons.  Inc.,  vs. 
Director-General,  as  agent.  Examiner  John  H.  Howell  recom- 
mended  a  holding  that  the  rate  on  copra,  from  Port  Norfolk.  Va.. 
to  Undercliff.  N.  J..  in  November,  1919,  was  unreasonable  to 
the  extent  it  •  the  subsequently  established  sixth  class 

rate  of  22  cents.    Fifth  class  rate  of  25.5  was  collected. 


REVENUE  FREIGHT  LOADING 

Loading  of  revenue  freight  in  the  week  ended  June  10  totaled 
846.002  cars,  the  highest  point  reached  this  year  with  tin-  ..\ 
reptlon  of  the  week  ended  March  25,  when  the  total  was  846.- 
035,  according  to  the  weekly  report  of  the  car  service  division 
of  the  American  Railway  Association.  In  the  corresponding 
of  1921  and  1920  the  loadings  totaled  787,283  and  930,976 

i.  respectively. 

Had  coal  loading  In  the  week  ended  June  10  been  the  same 
as  in  the  corresponding  week  of  1920,  the  loadings  would  have 
totaled  approximately  942.000  cars,  or  12.000  more  than  in  the 
corresponding  week  of  1920.  when  the  total  of  930.976  was 
reached.  In  other  words,  were  it  not  for  the  coal  strike,  ,. 
niu-  freight  loading  would  be  approaching  the  peak  now.  In 
tbe  week  ended  October  15,  1920.  the  revenue  freight  loading 
reached  1.018.539  cars,  the  highest  point  In  the  history  of  the 
•....,, 

While  the  loading  in  the  week  ended  June  10  was  approxi- 
mately the  same  as  that  In  the  week  ended  March  25.  the  ex- 
isting conditions  were  entirely  different.  The  loading  in  the 
wei-k  ended  March  25  reflected  the  Increased  coal  loading  due 
to  the  fact  that  the  coal  miners'  strike  was  scheduled  to  begin 
April  1.  while  the  loading  In  the  week  ended  June  10  reflected 
the  reduced  coal  loading  due  to  the  strike. 

The  Increase  in  the  week  ended  June  10  over  the  preceding 
week  was  85.357  cars,  but  that  was  due  in  large  part  to  the  fact 
that  the  loading  of  the  preceding  week  was  reduced  on  account 
of  observance  of  Memorial  l>;i> 

foal  loading  reached  the  highest  point  since  the  strike  be- 
gan In  the  week  ended  June  10,  the  total  number  of  cars  being 
94.824.  as  compared  with  86.626  In  the  preceding  week;  91,370 
In  the  week  ended  May  27;  81.067  In  the  w»ek  ended  May  20.  and 
79.170  In  the  week  ended  May  13. 

Miscellaneous    freight    loading    r»Bohed    315.235    cars   in    th* 
ended   June  10. 


1410 


THE    TRAFFIC    WORLD 


Vol.  XXIX,  No.  25 


Loading  by  districts  in  the  week  ended  June  10  and  in  the 
corresponding  week  of  1921  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  8,996  and  7,194; 
live  stock  3.132  and  3,271;  coal,  7,666  and  44,374;  coke,  1.463 
and  1031;  forest  products,  6,835  and  6,262;  ore,  3,354  and  2.245; 
merchandise,  L.  C.  L..  70,834  and  58,625;  miscellaneous,  89,925 
and  71,646;  total,  1922.  191,205;  1921,  194,648;  1920,  223,389. 

Allegheny  district:  Grain  and  grain  products,  2,715  and 
2,454;  live  stock,  2,471  and  3,355;  coal,  16,708  and  51,684;  coke, 
4620  and  2.371;  forest  products,  3,114  and  2,969;  ore,  6,966  and 
6973"  merchandise,  L.  C.  L.,  51,662  and  44.280;  miscellaneous, 
72,713  and  52,094;  total,  1922,  160,969;  1921,  166,180;  1920,  199,644. 

Pocahontas  district:  Grain  and  grain  products,  217  and  181; 
live  stock,  158  and  153;  coal,  31,002  and  24,687;  coke,  238  and 
160-  forest  products,  1.441  and  1,287;  ore,  27  and  26;  merchan- 
dise L.  C.  L..  6,465  and  5,120;  miscellaneous,  4,173  and  3,469; 
total,  1922,  43,721;  1921,  35,083;  1920,  32,036. 

Southern  district:  Grain  and  grain  products,  3,532  and  3,- 
392;  live  stock,  2,407  and  2,349;  coal,  25,830  and  18,359;  coke, 
779  and  445;  forest  products,  19,563  and  14,570;  ore,  1,195  and 
648;  merchandise,  L.  C.  L.,  38,090  and  35,620;  miscellaneous, 
41.163  and  34.769;  total,  1922,  132,559;  1921,  110,152;  1920,126,439. 

Northwestern  district:  Grain  and  grain  products,  10,418  and 
11,460;  live  stock,  8,404  and  7,323;  coal,  6,942  and  5,362;  coke, 
1536  and  627;  forest  products,  17,893  and  13,869;  or,  32,512  and 
18582-  merchandise,  L.  C.  L.,  31,096  and  27,222;  miscellaneous, 
38^77  and  31,345;  total,  1922,  147.278;  1921,  115,790;  1920,  158,651. 

Central  Western  district:  Grain  and  grain  products,  9,944 
and  11,333;  live  stock,  10,856  and  9,931;  coal,  4,215  and  13,262; 
coke,  217  and  136;  forest  products,  6,467  and  5,912;  ore,  1,702 
and  710.;  merchandise  L.  C.  L.,  34,114  and  30,099  miscellaneous, 
43,085  and  36,309;  total,  1922,  110,600;  1921,  107,692;  1920,  128,646. 

Southwestern  district:  Grain  and  grain  products,  4,213  and 
4,926;  live  stock,  2,337  and  2,589;  coal,  2,461  and  4,170;  coke, 
155  and  114;  forest  products,  8,045  and  6,160;  ore,  616  and  725; 
merchandise  L.  C.  L.,  16,144  and  15,619;  miscellaneous,  25,699 
and  23,435;  total,  1922,  59,670;  1921,  57,738;  1920,  62,171. 

Total,  all  roads:  Grain  and  grain  products,  40,035  and  40,940; 
live  stock,  29,765  and  28,971;  coal,  94,824  and  161,898;  coke,  9,008 
and  4,884;' forest  products,  62,358  and  51,029;  ore  46,372  and 
29909;  merchandise,  L.  C.  L.,  248,405  and  216,585;  miscellaneous, 
315,235  and  253,067;  total,  1922,  846,002;  1921,  787,283;  1920, 
930,976. 

ORDER  AND  LOCATION  OF  CARS 

Out  of  2,273,924  freight  cars  on  line  as  of  June  1,  340,822,  or 
15  per  cent,  were  in  bad  order,  as  against  14.7  per  cent  on  May 
15,  according  to  the  semi-monthly  bulletin  of  the  car  service 
division  of  the  American  Railway  Association.  Of  the  total  In 
bad  order,  71,210  were  in  need  of  light  repairs  and  269,612  in 
need  of  heavy  repairs. 

Box  cars  in  bad  order  numbered  162,641;  refrigerators, 
8,529;  gondolas,  142,834;  stock,  10,832;  flat,  12,927. 

The  per  cent  of  home  cars  on  home  roads  was  70.2  as  of 
June  1.  By  classes  of  equipment  the  percentages  were  as  fol- 
lows: Box,  58.8;  refrigerator,  71.2;  gondola,  78.8;  stock,  84.8; 
flat,  78. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  June  1  showed  the  following:  Eastern 
district,  98,  as  against  98.4  a  year  ago;  Allegheny  district,  103, 
as  against  101  a  year  ago;  Pocahontas  district,  94.5,  as  against 
90.8  a  year  ago;  Southern  district,  98,  as  against  96.9  a  year 
ago;  Western  district,  97.4,  as  against  97.3  a  year  ago;  all  dis- 
tricts, 98.6,  as  against  98  a  year  ago;  Canadian  roads,  91.2,  as 
against  95.9  a  year  ago;  Mexican  roads,  105.4. 


CAR  SURPLUS  AND  SHORTAGE 
The  average  daily  surplus. of  freight  cars  in  good  order  in 

the  period  June  1  to  8  was  284,189  as  compared  with  305,198  in 

the  preceding  period.    The  shortage  was  1,752  cars. 

The  surplus  was  made  up  as  follows:  Box,  60,842;  ventilated 

box,  2,569;  auto  and  furniture,  1,750;  total  box,  65,161;  flat,  4,577; 

gondola,  82,914;  hopper,  97,917;  total  all  coal,  180,831;  coke,  4,899; 

S.  D.  stock,  12,103;   D.  D.  stock,  984;   refrigerator,  9,135;    tank, 

500;  miscellaneous,  5,999. 

The  shortage  was  made  up  of  1,243  box,  75  flat,  428  coal,  5 

refrigerator  and  1  miscellaneous. 


OPERATING  STATISTICS 

Freight  and  passenger  service  operating  statistics  compiled 
by  the  Bureau  of  Statistics  of  the  Commission  from  165  re- 
ports of  freight  statistics  representing  181  roads  and  from  162 
reports  of  passenger  statistics  representing  178  roads,  switch- 
ing and  terminal  companies  not  included,  show  that  net  ton- 
miles  In  April  totaled  24,723,000.000  as  against  25,591,000,000  in 
April,  1921,  and  113,216,000,000  in  the  four  months  ended  with 
April  as  against  107,198,000,000  In  the  same  period  of  1921. 

The  average  number  of  freight  cars  on  line  daily  was 
2.407.709  In  April  as  against  2.412,430  in  April,  1921. 

Coal    consumption    in    freight    road    service    amounted    to 


5,195,135  net  tons  in  April,  and  5,236,037  net  tons  in  April,  1921, 
and  24,115,904  net  tons  in  the  four  months  ended  with  April 
as  against  23,998,543  net  tons  in  the  same  period  of  1921. 

In  the  passenger  road  service  coal  consumption  totaled 
2.411,796  net  tons  In  April  as  against  2,536,134  net  tons  in  April, 
1921,  and  10,270,210  net  tons  in  the  four  months  ended  with 
April  as  against  10,764,374  net  tons  in  the  same  period  of  1921. 


LUMBER  SHIPMENTS 

"With  production  less  than  shipments,  and  shipments  ex- 
ceeded by  orders,"  says  the  weekly  report  of  the  National  Lumber 
Manufacturers'  Association,  "the  activity  in  the  lumber  indus- 
try continues  almost  unabated.  For  the  23  weeks  of  1922,  end- 
Ing  June  10,  according  to  telegraphic  reports  received  today, 
production  was  1,116,560,573  or  more  than  30  per  cent  greater 
than  for  the  same  period  last  year;  shipments  increased  1,125,- 
213,190  and  accumulated  orders  were  1,505,747,137  feet  more. 
Although  the  Northern  Pine  Mfrs.  Ass'n  was  not  reporting  in 
1921  the  added  reports  do  not  materially  affect  the  comparison. 

"For  the  week  ending  June  10  there  was  a  slight  falling  off 
in  the  figures  as  compared  with  the  preceding  week,  partly 
due  to  waiting  for  promised  freight  reductions  and  to  the  failure 
of  the  Western  Pine  Mfrs  Ass'n  and  scattering  mills  to  report 
on  time.  The  number  of  reporting  mills  for  the  week  was  384, 
as  against  a  revised  total  of  401  for  the  preceding  week.  Pro- 
duction decreased  43,754,833  feet;  orders  40,854,860;  and  ship- 
ments, 45,471,497.  At  that,  production  was  98  per  cent  of  nor- 
mal production;  shipments,  101  per  cent  and  orders,  100  per 
cent  of  normal  production  for  the  five  of  the  larger  associa- 
tions stating  normal  production.  Stated  relatively,  production 
of  the  eight  associations  reporting  was  2.4  per  cent  below  ship- 
ments, and  shipments  were  8.5  less  than  orders.  Production, 
shipments  and  orders  were  all  much  heavier  than  in  the  equi- 
valent week  of  1921." 


NET   OPERATING   INCOME 

The  Bureau  of  Railway  Economics  has  prepared  a  statistical 
statement  showing  that  the  Class  1  roads  and  large  switching 
and  terminal  companies  had  a  return  of  4.36  per  cent  in  net  rail- 
way operating  income  in  the  four  months  ended  with  April.  The 
•per  cent  of  return  was  computed  on  the  tentative  valuation  of 
$18,900,000,000  fixed  by  the  Commission,  adjusted  to  apply  to 
Class  1  roads  and  to  include  the  net  amount  of  additions  from 
January  1,  1920,  to  September  30,  1921;  and  also  allocated  to  the 
several  months  on  the  basis  of  monthly  variations  in  railway 
operating  income,  so  as  to  reflect  seasonal  fluctuations  in  traffic 
and  earnings. 


PAYMENTS  TO  CARRIERS 

Under  section  209  (guaranty)  the  Commission  has  certified 
that  $4,494.77  is  payable  to  the  Mississippi  Eastern  and  $131,055.93 
to  the  New  Orleans  Great  Northern.  Under  section  204  (reim- 
bursement of  deficit)  It  has  certified  that  $29,590.87  is  due  the 
South  San  Francisco  Belt. 

The  Commission  has  certified  that  $196,175.57  Is  due  the 
South  Buffalo  Railway  Company  under  section  204,  and  $723,- 
982.56  is  due  the  Chicago  &  Eastern  Illinois  in  final  settlement 
of  the  guaranty.  When  the  amount  certified  is  paid,  the  C.  & 
E.  I.  will  have  received  $2,223,982.56  under  the  guaranty. 

The  Commission  has  certified  that  $3,733,520.55  is  due  the 
Chicago  &  North  Western  in  final  settlement  of  the  guaranty. 
The  Commission  found  that  the  total  necessary  to  make  the 
guaranty  good  to  the  carrier  was  $16,533,520.55,  of  which  all  has 
been  paid  except  the  amount  now  certified  as  due. 

Under  section  204  (reimbursement  of  deficit)  the  Commis- 
sion certified  that  $26,194.36  is  due  the  Blytheville,  Leachville 
&  Arkansas  Southern. 

The  Railroad  Administration  announced  this  week  it  had 
effected  final  settlements  by  the  payment  of  $145,000  to  the  Wig- 
gins Ferry  Company,  and  $60,000  to  the  Terminal  Railroad  Asso- 
ciation of  St.  Louis,  and  by  the  payment  to  the  Director-General 
of  $205,000  by  the  St.  Louis  Merchants  Bridge  Terminal  Railway 
Company,  $1,100  by  the  Little  Kanawha  Railroad  Company  and 
$495  by  the  Belington  &  Northern  Railroad  Company.  These 
settlements  cover  all  disputed  items  and  balance  of  compensa- 
tion due  for  the  use  of  the  properties  during  the  26  months  of 
federal  control. 


TRANSCONTINENTAL   BUREAU    INVESTIGATION 

Hearings  in  the  investigation  of  the  Transcontinental  Freight 
Bureau  ordered  several  months  ago  by  the  Commission  in  re- 
sponse to  the  resolution  offered  by  Senator  Pittman  and  adopted 
by  the  Senate  may  be  announced  in  the  near  future  by  the 
Commission.  Inquiry  as  to  what  had  happened  to  the  investiga- 
tion revealed  that  nothing  had  been  done  since  the  order  was 
issued.  It  was  said  that  the  time  and  place  of  hearings,  how- 
ever, probably  would  be  announced  shortly. 
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LABOR  BOARD  MINORITY  SCORED 

In  a  scathing  rejoinder  to  the  minority  opinion  of  two  of 
the  labor  member*  of  the  Railroad  Labor  Board,  written  by 
Chairman  Hooper  and  concurred  in  by  the  other  two  public 
members  and  the  three  railroad  members  of  the  board,  made 
public  June  17,  A.  O.  Wharton  and  Albert  Phillips,  who  signed 
the  dissent,  were  accused  of  inciting  the  members  of  railroad 
unions  to  strike.  The  dissent  is  alleged  to  be  a  mass  of  mis- 
quotations and  distortions  of  the  language  of  the  decision  in 
the  decision  reducing  the  wages  of  miscellaneous  classes  of 
railroad  workers  (see  The  Traffic  World,  p.  1365),  and  the 
minority  members  are  charged  with  deliberate  misinterpretation 
of  that  language.  It  Is  further  charged  that  the  dissent  was 
written  largely  by  union  leaders  and  adopted  by  the  two  signers 
without  careful  consideration  of  Its  content.  The  moat  sensa- 
tional of  the  charges  were  contained  In  the  first  part  of  the 
rejoinder,  as  follows: 

It  is  not  Incumbent  upon  the  »U  members  of  the  board  to  follow 
the  minority  Into  a  partisan  controversy  which  partake*  more  of  OM 
characteristics  of  Impassioned  advocacy  than  of  calm  adjudication. 

In  so  far  as  the  dissenting-  opinion  distorts  the  sentiments  of  the 
majority,  misquotes  their  language  and  r«-fl. .  t»  upon  their  desire  and 
disposition  to  do  Justice,  we  will  refrain  from  comment.  We  prefer 


to  believe  that  these  Imp 


pt  Into  that  part  of  the  document 


which  was  drafted  by  the  employes  In  the  headquarters  of  the  Railway 
Department  of  the  American  Federation  of  I^abor.  and  that  they  were 
overlooked  by  the  dissenting  members.  As  an  example  of  the  loose- 
ness with  which  the  statements  of  the  decision  were  handled  In  the 
dissentlnc  opinion,  reference  might  be  made  to  the  following  quota- 
tion from  the  dissent: 

"In  this  decision,  as  In  the  preceding  ones,  the  board  announce* 
that  'In  Its  opinion'  wages  are  still  above  those  paid  In  outside  Indus- 
tries." 

As  a  matter  of  fact,  the  statement  In  question  Is  not  contained 
In  this  decision. 

There  Is  one  feature  of  the  dissenting  argument,  however,  whi.-h 
la  so  unusual  that  It  should  not  be  pa  sard  over  without  notice,  and 
that  Is  the  portion  wherein  the  two  dissenting  members  advise  the 

loyes  to  strike  against  the  decision  of  the  hoe.  • 

Minority   Urge*  Strike 

It  Is  quite  natural  for  the  representatives  of  labor  on  the  board 
to  resist  all  reductions  In  wagea.  This  course  Is  In  harmony  with 
the  policy  of  the  organisations,  and  It  was  pursued  In  connection  with 
the  reductions  hi  the  year  mi  as  well  as  those  of  the  present  year. 

It  Is  something  new,  however,  for  labor  members  of  the  board  to 
Issue  Incendiary  arguments  to  employes  In  favor  of  striking  against 
a  decision  of  the  board.  The  giving  of  «.lvl. ..  of  this  kind  has  here- 
tofore been  left  to  outsiders,  who  were  not  under  the  official  obliga- 
tions Imposed  by  the  transportation  act.  the  main  purpose  of  which 
Is  to  prevent  railway  strikes  and  protect  the  public  from  their  dire 
effects.  One  of  the  passages'  referred  to  Is  as  follows: 

"The  transportation  act  aimed  to  substitute  for  the  strike  such 
Just  and  reasonable  wages)  as  would  reader  resort  to  a  strike  unneecas- 
sary.  If  this  tribunal  created  to  determine  iuch  wages  admits  that 
under  existing  circumstances!  It  cannot  fulfil  this  function,  obviously 


the  employes  must  use  such  power  ••  they  have  to  Influence  the  labor 
i    to    be    the   determining    factor    In    their 


market    which    Is   henceforth 

wages." 

That  Is  to  say.  If  the  board 
must  »tr 

Then 


such  admission,   the  employes 


rllssentlng  members  proceed  to  remove  the  "If"  end 
to  assert  that  the  hoard  has  made  the  admission  which  renders  a 
strike  necessary.  After  quoting  a  statement  from  the  drclslon  of 
the  majority,  which  was  separated  from  the  context  for  the  purpose, 
the  dissenting  opinion  proceeds  as  follows: 

"Such  statement  is  an  admission  on  the  part  of  the  majority 
that  they  have  been  unable  to  separate  themselves  from  the  partisan 
struggle  long  enough  to  perform  the  function  for  which  they  were 
appointed,  unit  consequently  It  tends  to  absolve  the  employes  from 
any  limitations  which  the  existence  of  a  Judicial  board  was  Intended 
to  Impose." 

Not  only  do  the  minority  step  down  from  the  Judicial  position 
whl.-h  they  occupy  to  advise  a  strike,  hut  tt»-y  obviously  distort  and 
misconstrue  the  language  of  the  majority  In  onler  to  provide  the 
condition  which  they  pronounce  a  Justification. 

This  Is  not  the  only  place  in  the  dissenting  opinion  where  the 
suggestion  Is  made  to  the  employes  to  m- 

As  a  matter  of  fact,  the  entire  dissenting  opinion  constitutes  a 
•trained  and  sxsjsjsjsrated  effort  to  Inflame  H  «  by  the  belief 

that  they  have  been  grossly  outraged  by  thin  >lecl* 

A  fslr  Btatement  of  the  facts  will  convlm •••  «n>  iliiitlnterested  man 
that  no  Injustice  has  been  done  to  these  emt.lnyes  I.,  the  present  dl- 
clskm.  snd  that  the  decrease  In  their  wnc-  «  fa  conservative  and  Is 
based  upon  the  law  and  the  ulrtenaa 

Once   Accepted   "Relevant    Circumstance*" 

Among  the  Inconsistencies  pointed  out  by  the  majority  In 
it*  rejoinder  was  the  objection  of  the  two  labor  members  to 

•in  language  regarding  relevant  circumstances.  It  was 
pointed  oat  by  the  chairman  that  in  the  recent  decision  that 

language  had  been  quoted  verbatim  from  Decision  No.  2,  the 
wajre  Increase  decision  of  July.  1920.  and  that  at  that  time  the 
labor  member*  of  the  board  fully  concurred  In  the  statements 
they  BOW  object  to. 

*ould  therefore  appear."  Mr.  Hooper  and  his  colleagues 
Infer,   "that   the   relevant   circumstances   mentioned   were   to  be 
<1  by  the  present  dissenting  members  in  relation  only 
to  wage  Increases,  but  not  decreases." 

Touching  the  minority's  objection  to  the  use  of  1917  as  a 
which  to  compute  the  Increased  purchasing  power  of 
the  wages  of  railroad  workers,  the  rejoinder  maintains  figures 
were  compiled  In  the  board's  department  of  statistics,  at  the 
request  of  the  minority,  using  1915  as  a  base.  They  were  not 
used  In  the  dlnsent,  however,  and.  as  reproduced  In  the  re- 


joinder, show  the  same  result  as  did  the  tables  used  in  the 
decision — namely,  that  under  the  new  decision,  the  wages  of 
the  classes  affected  will  still  retain  a  greater  purchasing  power 
than  that  had  in  the  years  mentioned. 

Notice  was  taken,  in  the  rejoinder,  of  the  fact  that  the 
minority  had  abandoned  its  budget  of  $2,636.97  for  each  family, 
and  had  substituted  therefor  a  somewhat  lower  figure,  $2,133. 
The  latter  figure  is  better  than  the  former  only  in  degree,  the 
rejoinder  said,  and  the  railroads  could  no  more  afford  to  pay 
it  than  the  larger  sum.  In  this  connection  Chairman  Hooper's 
document  said: 

The  iliiute-ntniK  ineiiilifm  seem  to  have  temporarily  abandoned  their 
l.inlR.-t  01  In  the  decision  In  this  case.  It  was  shown  thnt 

this  budget  of  $2.636.97,  if  given  to  every  family  Impartially,  would 
M'liiire  a  sum  of  twenty-live  billion  dollars  In  excess  of  the  total 
int-uiiie  of  all  the  individuals  and  Industries  in  the  United  States. 

The  budget  of  (2.133  now  i.  h..l  upon  Is  open  to  the  same  fatal 
criticism. 

If  the  country's  26.000.000  families  were  guaranteed  an  Income  of 
12,133,  the  total  income  of  the  entire  country  would  be  exceeded  by 
the  sum  of  $13.: 

In  the  face  of  thl*  absurdity,  page  after  page  of  the  dissenting 
opinion  Is  devoted  to  an  attack  on  the  board's  decision  on  the 
ground  that  the  wages  flxed  for  some  of  the  employes  do  not  reach 
the  amount  of  this  mylhiciil.  visionary  budget.  The  advanced  pur- 
rhimlnfc  ps>wer  of  the  railway  employe's  wage,  the  relative  great 
Increase  of  that  wage,  the  Improved  social  and  economic  condtlon  of 
the  employes  lire  all  Ignored,  and  a  vitriolic  denunciation  of  the 
hoard's  decision  Is  Indulged  It  because  every  individual  employe  Is 
not  granted  tills  Impossible  sum  of  money. 

!/•  t  us  see  what  would  be  the  result  of  adopting  either  of  these 
lnulKet  theories  on  the  railroads  and  requiring  that  no  employe  should 
receive  less  than  $2.133  according  to  one  contention,  or  less  than 
t2.63C.I7  according  to  the  other.  The  following  table  throws  light 
on  this  question: 

1921. 

Total   revenue   of   roads $5,509,035.259 

Increase  In  aggregate  pay  of  employes  if  minimum  wage 

of  »2.63«97  were  paid  on  basis  of  Decision  No.  147....  1.834.778.865 
Increase  In  sggregste  pay  of  employes  If  minimum  wage 

of  $2.133  were  paid  on  the  basis  of  Decision  No.  117...  1.063.081.640 

The  net  Income  of  the  roads  for  two  other  years  prior  to  the  war 
was  as  follows: 

1914     $673.611.198 

1915     497.185.309 

It  Is  quite  obvious  that  the  net  Income  of  the  roads  for  the 
named,  and.  It  may  be  added,  lor  any  other  year  In  history,  would 
have  been  consumed  by  the  recognition  of  either  of  the  above  budgets, 
and  the  carriers  would  have  shown  a  loss  of  hundreds  of  millions  of 
dollars  esch  year.  This  nhortage  would  have  had  to  be  paid  by  some 
form  of  taxation  on  the  inihll.  .  prenumably.  freight  rates,  which  would 
have  added  to  the  burdens  of  every  Individual  In  the  country,  rich 

Economic   Laws   Discussed 

In  this  connection  It  Is  Interesting  to  note  that  the  dissenting 
opinion  finds  fault  with  the  majority  decision.  Ix-cause  it  states  that 
"It  Is  Idle  to  contend  thnt  labor  can  he  completely  freed  from  the 
economic  laws  which  likewise  affect  the  earnings  of  capital." 

The  soundness  of  this  axiomatic  proposition  Is  right  well  exempli- 
fied by  the  theory  of  the  minority  above  discussed  that  no  wage  can 

•nade  so  high  as  to  constitute  an  unbearable  burden  on  an  In- 
dustrjr,  liecause  those  concurring  In  the  decision  recognise  the  exist- 
ence of  some  of  the  old-fashioned  economic  laws  quite  familiar  to 
the  ordinary  business  mnn,  those  dissenting  affect  to  believe  that  the 
majority  place  the  consideration  of  profits  above  the  welfare  of  the 
workers.  This  Is  a  gratuitous  assumption.  This  board  has  never 
taken  the  position  that  the  claim*  of  the  employe*  for  a  hint  and 
reasonable  wage  must  await  the  prior  demand*  for  Increased  profits, 
nor  does  It  tske  such  position  In  this  decision.  It  Is  a  waste  of  time 
to  make  detailed  defense  to  all  these  overdrawn  and  Imaginative 
aasertlons. 

It  is  well  enough  to  remember,  however,  that  the  time  will  M.  \.  i 
come  In  this  or  any  other  country,  when  the  ordinary  rules  of  common 
»ense  snd  business,  call  them  economic  laws.  If  you  wish,  can  he 
absolutely  Ignored  In  the  conduct  of  any  Industry.  The  latest  IMM 
In^BtMrh  these  laws  have  been  thrown  overboard  and  replaced  by 
socialistic  theories,  both  In  railway  and  other  Industries,  I* 
found  in  Himsla.  and  the  reault  there  Is  not  one  that  this  country 
desires  to  emulate. 

The  minority  are  sowing  some  of  the  tiny  seeds  that  have  germi- 
nated and  blossomed  Into  induxtrlal  anarchy  In  Russia,  when  they 
make  such  statements  as  this:  "They  (the  economic  laws)  are  simply 
a  description  of  the  way  In  which  huslncB*  nnd  Industry  has  worked 
to  date,  and  It  ha*  worked  out  very  luidly  for  humnn  life ." 

It  will  be  readily  conceded  that  our  norinl  nnd  Industrial  system 
has  not  Invariably  produced  perfect  results,  but.  upon  the  whole.  It 
has  demonstrated  Its  superiority  to  every  experimental  substitute 
that  ha*  been  offered.  And  the  fact  mum  not  he  overlooked  that  this 
ureat  Industrial  republic  has  rewarded  labor  with  Its  largest  degree 
of  liberty,  prosperity  nnd  happiness.  It  IK  well  not  to  hold  Its  minor 
imperfections  so  close  to  the  eye  as  to  obscure  Its  benefits. 


LABOR  LEADERS  EXPLAIN  ATTITUDE 

The  extent  to  which  the  labor  organizations  have  been  re- 
specting the  Railroad  Labor  Board  and  its  decisions  was  Indi- 
cated by  a  letter,  addressed  to  the  board,  through  Its  chairman, 
B.-n  W.  Hooper,  by  tht>  executives  of  the  organizations  now 
taking  a  strike  vote.  This  letter  said  the  completion  of  the 
present  series  of  derisions  was  being  waited  for  before  the 
unions  advised  the  board  of  their  attitude.  The  claim  was  made 
that  the  board  had  failed  to  meet  the  requirements  of  the  trans- 
portation act  and  that,  therefore.  Its  findings  could  not  have  the 
weight  of  lawful  decisions  upon  the  men.  The  most  telling 
paragraph  was  near  the  close  of  the  letter.  In  which  It  was  said 
that  should  the  members  of  these  unions  turn  in  a  strike  vote, 
the  leaders  would  "sanction  their  action."  The  letter  was  as 
follows: 

We   have    been    nwnltlnx   the    i  "inpletlon    of   the    series   of    r 
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:.«iumi  which  >ou  announced  were  forthcoming  before  making  formal 
acknowledgment  and  udvislng  you  of  our  attitude. 

The  la»t  decision   has  Just  received  our  consideration.     In  It  you 

state  openly  that  pressure  of  circumstances  was  such  that  you  were 

unable  to  determine  reasonable  wages.     You  go  even  further  in  stating 

,  :   v.    .  .     roi    raiTwaj    irorki  r«  muiil  awnit 

id..  •    ..f  ownership  in  the  matter  of  rehabilitation 

In  this  decision  you  state,  as  further  basis  of  your  action,  the 
theory  that  labor  cannot  be  completely  freed  from  the  economic  laws 
which  likewise  affect  the  earnings  of  capital.  Clearly  this  means  notn- 
Imr  more  or  less  than  the  treatment  of  labor  as  a  commodity  whose 
vnlue  fluctuates  according  to  the  demand  or  supply  of  labor. 

Your  decisions  are  related  to  the  period  when  intense  employment 
has  so  Increased  the  supply  and  diminished  the  demand  for  labor  that 
wage  rates  were  ni  an  artificially  low  level.  Consequently,  your  open 

illation  to  management  to  pay  higher  wages  "whenever  the  so- 
called  Inlwr  market  compels"  unlenses  the  law  of  supply  and  demand, 
making  an  end  to  the  orderly  wage  structure  which  has  been  developed 
ars  us  a  stabilizing  force  of  the  industry. 

l;.-iiln>':;d  employes  must  once  again  look  to  such  Influence  as  they 
cnn  wield  in  the  labor  market  for  escape  from  the  unjust  wage  which 
you  have  sanctioned. 

In  adopting  these  two  principles  as  the  basis  for  your  decision  you 
failed  to  take  into  consideration  the  principle  that  even  the  lowest 

i  railroad  employes,  such  as  section  men  and  laborers,  should 
.•  at  least  a  living  wage. 

As  a  consequence,  your  decisions  degrade  these  classes  of 
employes  below  a  level  of  bare  animal  subsistence,  and  reduce  the 
carninK'  capacity  of  the  employes  below  a  standard  of  healthful  and 
decent  living. 

Your  acceptance  of  the  first  claim  of  profits,  your  conforming  to 
the  commodity  theory  of  wages,  your  rejection  of  the  principle  that 
the  lowest  paid  worker  must  receive  at  least  enough  to  sustain  his 
family,  render  your  decisions  a  clear  violation  of  the  labor  provisions 
of  the  transportation  act. 

You  state  in  your  most  recent  decision  that  you  have  not  violated 
human  standards.  We  are  unable  to  reconcile  this  statement  with 
your  action  in  basing  the  rates  of  pay  provided  for  in  all  your  decisions 
upon  a  minimum  rate  of  23  cents  an  hour,  $1.84  a  day,  or  $563  a  year. 
Human  standards  cannot  be  adequately  sustained  on  such  a  basis  of 
compensation. 

Railroad  labor  costs  have  constantly  declined  during  recent  years. 
High  operation  costs  are  due  to  the  delinquencies  of  financial  control. 
If  the  capital  needs  of  the  railroads  were  financed  by  the  public  and 
they  were  operated  in  the  public  interests,  freight  rates  could  be 
greatly  reduced  and  wages  to  employes  increased  to  the  point  where 
"living"  and  saving  standards  of  life  could  be  maintained. 

The  reasoning  which  you  advance  to  support  these  wage  reducing 
decisions  is  manifestly  unjust.  If  accepted  It  would  obviously  mean 
that  the  labor  provisions  of  the  transportation  act  were  a  fraud  per- 
petrated upon  labor. 

\Ve  hold,  therefore,  without  reservation,  that  the  board  has  made 
a  blunder  in  Interpreting  the  intent  of  the  transportation  act — a 
blunder  so  serious  as  to  threaten  the  welfare  of  hundreds  of  thousands 
of  railway  employes  and  their  families.  We  cannot  believe  that  you 
would  deliberately  violate  human  standards  of  living  and  expose  the 
board  to  the  charge  of  infanticide  by  rendering  wage  decisions  which 
Increase  the  infant  death  rate  by  making  it  impossible  for  certain 
groups  of  railway  employes  to  earn  sufficient  amount  to  provide  proper 
food  and  living  conditions  for  their  children. 

And  yet  this  fundamental  error  in  the  interpretation  of  the  law 
has  been  made  in  your  decisions  and  we  are  confronted  with  the 
inequitable  results. 

As  the  matter  now  stands,  there  is  no  provision  in  the  law  pro- 
viding for  an  appeal  of  any  kind  against  a  decision  of  your  body  how- 
ever mistaken  or  unfair  it  may  be.  When,  therefore,  there  occurs  a 
miscarriage  of  Justice  of  such  colossal  and  permanent  injury  to  rail- 
way labor  as  your  decisions  will  bring  about,  the  only  means  of  remedy 
which  the  injured  parties  have  Is  to  reject  your  decisions 

This  procedure  is  perfectly  legal.  While  It  should  only  be  used 
as  a  last  resort,  our  membership  may  decide  it  to  be  fully  Justified  by 
your  denial  of  elementary  and  long  established  rights  and  by  the 
seriousness  of  the  situation  which  you  have  created. 

Your  decisions  have  been  submitted  to  a  strike  vote  of  our  mem- 
I»TS  and  we  are  awaiting  the  results  of  their  action.  Should  our 
member*  decide  not  to  accept  you  decision,  or,  in  other  words,  to 
.strike,  we  shall  sanction  their  action,  and  advise  you  accordingly 

\Ve  h.-ivc.  therefore,  exhausted  every  possible  way  to  secure  a'rem- 
e.ly  for  the  unjust  conditions  which  have  resulted  from  the  refusal  of 
the  railroads  to  comply  with  the  law,  and  from  the  failure  of  the 
l.-ihor  Board  to  safeguard  and  guarantee  us  our  rights  under  the  law 

The  letter  is  signed  by  officials  of  ten  international  rail 
organizations,  as  follows:  William  H.  Johnston,  of  the  ma- 
chinists; J.  A.  Franklin,  boilermakers ;  J.  W.  Kline,  blacksmiths; 
J.  J.  Hynes.  sheet  metal  workers;  J.  H.  Noonan,  electrical  -work- 
ers; Martin  F.  Ryan,  railway  car  men;  E.  F.  Glable,  maintenance 
r  way  men;  E.  H.  Fitzgerald,  clerks  and  freight  handlers- 
Timothy  Healy,  stationary  firemen  and  oilers;  D.  W.  Holt,  signal 
men;  John  Scott,  secretary,  and  B.  M.  Jewell,  chairman,  of  the 
railway  department  of  the  Federation  of  Labor. 

Hooper    Replies  to   Labor   Leaders 

Under  date  of  June  20,  Chairman  Hooper  of  the  Railroad 
Labor  Board  replied  to  executives  of  the  railroad  labor  organiza- 
tions now  taking  a  strike  vote,  in  the  following  letter,  addressed 

1.  M.  Jewell,  president  of  the  Railway  Employes'  Department 
of  the  American  Federation  of  Labor: 

Your   communication   of   the   17th    inst..    In   which   the    presidents 
leven    organizations   composing   your    department   also   Joined 
n  duly  received  and  most  carefully  considered 

letter  Is  to  the  effect    t>,;it  certain  decisions  of  the  Railroad 

ibor  Hoard  have  been  submitted  to  a  strike  vote  of  the  members  of 

organisations  and  that,  in  the  event  the  vote  Is  affirma- 

-  ill  be  sanctioned  by  yon  Mnd  your  associate  officials. 

t   mlKht   Beem   thai   your  Communication   calls   for   no   official   re- 

nrilly     however.    I   have   always   felt   a  willingness   to  go 

beyond    the    strict    limits    of    my    official    authority    In    the    interest    of 

••Hjlwny   pence.   wh,n    this  could    he   done   without'  the   sacrifice   of  anv 

principle  or  the  commission  of  any  official  impropriety. 

formality,   but   Is   to   he  followed 'by   aV  strfke^ordcr  "from" the 
organisation  head*,  I  deem  It  a  duty  to  in.-,ke  reply  to  vour  letter 

"rned,  that   you   do  not   desire  that  the  members  of 

ssuarn:  ^  &&&  a,  'ssss^^Jf^stSsi 


standing  of  the  action  and  attitude  of  this  board.     It  is  a  fact,   how- 
' .   that  your  letter  does  manifest  a  strikingly  distorted  conception 

of  what  the  board  has  done  and  why  it  did  it. 

In   the   most   concise    manner   possible    and    without   the    repetition 

of  much  detail,  let  me  call  attention  to  a  few  statements  In  your  letter. 

1.  I'our   statement   that   the    board's   last   decision    "states   openly 
that  pressure  of  circumstances  was  such  that  the  board  was  unable  to 
determine  just  and    reasonable   wages"    is   not  correct.     The   decision 
contains  no  such  statement  and  none  that  can  be  fairly  so  construed. 

The  decision  recites  at  length  the  abnormal  economic  and  indus- 
trial conditions  of  the  post-war  period,  and  then  says: 

"Surrounded  by  such  abnormal  conditions,  the  Labor  Board 
hns  not  been  permitted  to  deal  with  the  question  of  what  con- 
stitutes Just  and  reasonable  wages  and  working  conditions 
in  the  same  undisturbed  and  uncomplicated  manner  as  would 
have  been  possible  in  normal  times." 

This  simple  recognition  of  difficulties  experienced  by  the  whole 
world  should  not  be  twisted  into  an  interprettion  designed  to  mislead 
the  men  whose  interests  are  most  directly  involved. 

2.  Your   statement   that   this   board   says   that    "the   establishment 
of  just  wages  for  railway  workers  must  await  the  complete  satisfac- 
tion of  ownership  in   the  matter  of  rehabilitation   and   profits"   is  an 
inexcusable  perversion  of  both  the  language  and  meaning  of  what  the 
board    in   fact    said.     A    strike    of   railway   employes,    involving   their 
wages,    their   employment   and   their   welfare,    based    upon   such   mis- 
leading statements  of  this  board's  sentiments  and  declarations  would 
be  unjust  to  the  men  and  to  the  public. 

3.  The   statement   in    the   board's   decision    "that   labor   cannot   be 
completely   freed    from    the   economic   laws   which   likewise   affect   the 
earnings  of   capital"   is   so  obviously  sound   that   it  will  not  be   ques- 
tioned  anywhere    this   side   of   the   kinerdom    of   the   bolsheviki.      And 
yet,  you  mention  this  as  an  occasion  of  offence. 

Your  construction  of  this  as  meaning  "the  treatment  of  labor  as 
a  commodity"  is  strained,  especially  so,  in  view  of  the  fact  that  the 
hoard,  in  the  same  paragraph,  said: 

"It  should  be  said  that  the  Labor  Board  has  never  adopted 
the  theory  that  human  labor  is  a  commodity,  to  be  bought 
and  sold  upon  the  market,  and.  consequently,  to  be  reduced  to 
starvation  wages  during  periods  of  depression  and  unemploy- 
ment." 

4.  Your  statement  that  the  board  "failed  to  take  into  consideration 
the    principle   that   even    the   lowest    paid    railway   employes,    such   as 
section  men  and  laborers,   should  receive  at  least  a  living  wage,"   is 
utterly  baseless. 

Your  continual  isolation  and  accentuation  of  the  fact  that  a 
minimum  rate  of  23  cents  an  hour.  $1.84  a  day,  was  established  for 
section  men.  is  entirely  misleading,  because  it  overlooks  or  suppresses 
so  man"  Connected  facts  amone  which  a»"e  the  follo^'intr: 

1.  The  rate  for  section  men  ranges  from  23  to  35  cents  per  hour. 

2.  A   comparatively    small    number   of    them    receive   23    cents   per 
hour.     A    vast   majority   of   them    receive   the   higher   rates.      This   is 
shown  I""  tho  fact  that  the  average  rate  per  hour  is  32.7  cents. 

3.  The   23   cent  rate   Is   found   on   a   comparatively   small  number 
of  divisions  on  a   few  roads   in   the   south   and   southwest.    It   is   not 
even  found  on  the  Southern  and  Illinois  Central  which  cut  completely 
through    the    south. 

4.  Where  this  minimum  rate  is  found,  the  cost  of  living  is  usually 
low,  and  the  men,  in  many  instances,  are  furnished  free  living  quar- 
ters. 

5.  In   1915,    this   class   of  labor   received  an   average   hourly  rate 
of  15  cents,   and  in  1917,   an  average   hourly  rate  of  19.3. 

6.  The   hourly  rate  of  this   class   of  employes   has   therefore   In- 
creased  under   thp   present   decision   69.4   per  cent  over   1917     and   118 
per  cent  over  1915. 

7.  Based  upon   the   cost   of  living,    the   purchasing   power  of  the 
hourly   wage   of   section   men   under   the  present   decision   is   44.5   per 
cent   greater   than    it   was   in    1917,    and   37.3   per   cent   greater   than 
in    1915. 

8.  If  it  be  said  that  the  10  hour  day  prevailed  in  1915,   and  the 
!   hour  day  now,   it  may  likewise  be   said  that  the   man  either  gets 
the  benefit  of  the  extra  two  hours  for  his  own  purposes  or,  in  many 
instances,    he   will    not   be   permitted    to   work    the    two   hours     since 
punitive    overtime    has    been    abolished    for    this    class    of    employes 
for  the  ninth  and  tenth   hour. 

9.  Even   comparing  the   present   8   hour  wage   with   the   10   hour 
wage  of  1915,  the  purchasing  power  of  the  new  wage  is  9.8  per  cent 
preater  than   that  of   1915.    and  the  man   has,   on  top   of  this,   the   gift 
of  two   hours'   time  for   other  activities. 

10.  It   must   also    be    clearly    understood    that    the    23    cent    rate 
will  exist  only  in  a  territory  where  the  Railroad  Administration  after 
careful    investigation,    found    a   justification   for   and   did    establish    a 
lesser  rate  than  paid  the  same  classes  in  the  balance  of  the  country 
which   condition   has   not   been   disturbed   by  decision   of   this   Board 

In  view  of  these  facts,  not  a  one  of  which  you  can  yourself 
dispute,  there  is  no  ground  for  the  fierce  assaults  which  you  make 
upon  the  action  of  the  board  in  this  matter. 

For  your  information,  I  will  say  that  I  recently  made  some 
limited  investigation,  personally  and  on  the  ground,  of  the  wages 
of  common  labor  in  one  southern  state,  and  I  found  the  new  rate 
for  section  men  appreciably  higher  than  the  rates  being  paid  to 
similar  labor  in  other  employments. 

It  may  also  be  noted  Just  here  that  the  average   pay  of  section 

foremen  under  the  new  decision  is  119.7  per  cent  higher  than  it  was 

.     i?1.5'  and  that  the  Purchasing  power  of  the  section  foreman's  wage 

38.3  per  cent  greater  than  it  was  in  1915.    His  average  hourly  rate 

in  ini.i   w_as  23.3   cents,   and.   under  the  new  decision,    it   is   51.2   cents 

You  do  not  enter  into  any  discussion  of  the  wages  fixed  by  the 
board  for  other  classes  of  employes,  but  I  reiterate  here  the  state- 
ment demonstrated  in  the  decisions  of  the  board  that  the  purchasing 
?°,w,el\  °*  t"ese  rates  is  very  considerably  larger  than  it  was  in 
)17.  just  before  Federal  control,  or  than  It  was  In  the  year  you 
prefer  to  use  as  a  base,  1915. 

Surely  the   leaders  of  these   railway   labor  organizations   can  not 
H?Sct  to  , w,n,  the  aPProval  of  the  people  of  the  United  States  by  a 
rigid,    unyielding   resistance   to    the    inevitable    process    of    re-adjust- 
ment  which   has   been   in   progress   for  the  past   year.     If   the   public 
satisfied  that  the  railway  employes  have  been  even  more  than  fairly 
aeaKwltn,    by   comparison   with    similar    labor   and    in    view   of   the 
conditions    surrounding   their   work,    there    will    be    no    demand    that 
hey   shall   be   treated   as   absolutely  immune    from   the   operation   of 
the  economic  processes  through  which  everybody   else   must  pass. 

The    fact    cannot   be    overlooked    that    the    policy   of   the    leaders 
of  the  employes  seems  to  be  to  accept  no  reduction,   however  slight 
For  example,   a  strike  vote  is  being  submitted  to  the  stationary  en- 
gineers,   firemen    and    oilers,    whose    wage    under    the    new    decision 
shows  an  enormous  Increase  over  the  compensation  they  received  be- 
nret«     i  Vfh'    Notwijnf.tanding  the   increased   cost  of  living,   tha  in- 
M? *  <     .£  th.e   Pay   of   these   employes   has   been   so   great   as   to   re- 
s  following  percentage  of  increase  in  the  purchasing  power 
of  their  wages  under  the  present  decision  over   1916: 
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Stationary   engineers    7^- 

Stationary    firemen     J;  ,S 

Engine  room  oilers    ?i?™ 

Boiler  room  water  tenders * 

Coal  passers,  boiler  room 25.*% 

The  Increase  of  their  actual  dally  wage  under  the  new  decision 
over  »1S  ranges  from  100  per  cent  to  169.9  per  cent.  And  yet  there 
Is  submitted  to  them  a  strike  ballot. 

It  Is  scarcely  worth  while  to  multiply  these  examples  of  the 
real  meaning  and  effect  of  the  board's  decision  of  which  you  complain. 
Let  me  say.  before  concluding,  that  the  members  of  your  organi- 
sation have  no  occasion  to  reflect  upon  their  official  representatives 
In  connection  with  the  conduct  of  these  vage  disputes  before  our 
board.  The  employes  have  been  ably  and  loyally  represented,  and. 
In  my  humble  Judgment,  have  secured  results  that  should  be  satis- 
factory to  them.  With  the  degree  of  friendly  Interest  that  I  feel  In 
these  organliallons  and  with  the  recognition  that  I  accord  to  their 
(resit  service  to  their  membership.  I  am  hopeful  that  they  will 
surely  prove  disastrous  to  the  organisations  and  unfortunate  to 
thr  men  composing  them.  It  Is  regrettable  that  such  a  step  Is  contem- 
plated at  a  time  when  the  country  Is  just  entering  upon  an  era 
of  more  stable  industrial  conditions,  that  gives  promise  of  an  en- 
Urged  degree  of  prosperity  to  railway  employes. 

BILL  FOR  ol'KN  SHOP 

Representative  Madden,  of  Illinois,  by  request  of  a  repre- 
sentative of  colored  railway  employes,  has  Introduced  a  bill 
(II  K  12D65)  to  amend  section  3u7  of  the  transportation  act 
by  adding  the  following: 

All  provisions  In  contra'  mado  restrict- 

ing,   limiting,    or    any    way    interferta*   with    in* 
road    company    to    employ    any    person    in    any    capacity    .-. 
declared 

any    "*.ich    provisions    In    nnv    MM  K  shrill    not    be    ocoi 

or    enforced    by    the    I'nlted    States    Kailroad    Labor    Board    or    any 
court  In  which  the  controversy   may  arise. 

1     work  Inn     .  ..million*     h-  • 

hereafter    adopted    concerning    employes    of    any    and    all    railroads 
shall    be   the  same   In   enrh   craft   of  .-neb    rnilioad   eninlovvr.    wl>- 
the  employes  are  Individually   or   •  • 

The  bill  Is  designed  to  prevent  : nation  against  col- 

ored persons  seeking  employment  on  the  railroads  and  appar- 
ently also  would  provide  for  an  "open  chop  " 


CLERKS  NOT  TO  VOTE  ON  STRIKE 
If  the  clerks  join  the  shop  crafts  and  the  maintenance  men 
In  their  proposed  strike.  It  will  be  by  action  of  Individual  roads, 
not  by  a  general  strike  vote.  This  wax  the  Import  of  a  state- 
ment made  by  K.  H.  Fitzgerald,  president  of  the  Brotherhood 
of  Railroad  and  Steamship  Clerks.  Freight  Handlers.  Express 
and  Station  Employe*.  In  Cincinnati.  June  IK.  shortly  after 
the  Issuance  of  the  Labor  Board's  decision  cutting  the  wages 
of  the  members  of  that  organisation  by  amounts  ranging  from 
2  to  6  cents  an  hour  was  made  public. 

Mr.  Fitzgerald  pointed  out  that  the  clerks  had  agreements 
with  a  number  of  roads.  In  which  It  was  stipulated  that  the 
wages  found  reasonable  by  the  board  would  be  accepted  bv 
both  sides. 


PETITIONS   FOR    REHEARING,    ETC. 

{{••hearing  and   reargnment  In   No.   11050,  Stewart  Furnace 
•     r    I:    I:    •  •  at.,  have  been  asked  by  the  complainant. 

The    Director-General.   In   answering   complainant's    petition 

it-argument   of  No.  10405.  Sonthport    Mill.   Ltd  .  vs.    IMF- 
ral.   has   filed  a   cross   petition   asking   the   Commission   to 
further   consider   the   record   with   respect    to   the   Kx    Parte   80 
principle. 

Representing  that  it  has  an  Interval   in  the  proceeding*.  the 
Western  Union  Telegraph  Company  has  asked  permission  to  in- 
tervene In  valuation  docket  No.  ",.  In  the  matter  of  the  tenta 
valuation    of    the    property    of    the    v  -  ilem    Southbound 

Railway,   and   valuation   docket   No.    24".    In   the   matter  of  the 

itive  valuation  of  the  property  of  the  Oregon  Trunk  Railway. 

defendants  In  No.  12535,  Fairmont   (  Company 

vs.    I  -nersl.  A.  T.   It  S.  F.  et  al..  and  No.    12".r,"..  Sub 

I  Hastings  Gas  Company  et  al.  vs.  A.  T.  A  S.  F.  Ry.  et  al., 
bave  petitioned  the  Commission  to  grant  a  rehearing  in  these 
.... 

The  Fort  Wayne  Rolling  Mill  Corporation,  complainants  In 
Docket  No*.  12427  and  1212'..  have  petitioned  the  Commission 
to  grant  a  reargument  in  both  cases. 

The  Commission  ha*  been  asked  by  the  Director-General  to 
reopen  for  further  hearing  No.  10602.  I'rorter  &  Gamble  Com- 
pany vs  t  al..  and  No  10829.  Southport  Mill 
(Limited)  vs.  Dire.  ,ii  et  al. 

A  reargnment  and  further  consideration  have  been  asked  by 
the  Director-General  In  No.  12334,  Freeman  Grain  Company  vs. 
'  General  et  al. 

The    defendants    In    No.    12663.    Midland    Unseed    Product. 4 
4)  of  Railroads  et  al.,  have  petitioned 

the  Com  mix  slnn  to  reopen  the   ;  a  and  grant   a  reargu- 

ment and  rehearing. 


N.   Y.   N.   H.  A   H.   BONDS 

The  New  York.  New  Haven  A  Hartford  has  applied  to  the 
mission  for  authority  to  I*-  '00  of  first  and  refund- 

ing  mortgage  <  per  rent   bonds,   to   he   deposited   with    the 

ry   of   the   Treasury   as   part   collateral   for   loans   from    the 
government   totaling  17,500,000. 


SOUTHEASTERN  CLASS  RATE  INQUIRY 

(Special  correspondence  from  Atlanta.  Ga.) 

Detailed  testimony  on  local  adjustments  was  heard  June  14 
and  15  at  the  southeastern  class  rate  inquiry,  with  the  witnesses 
of  fourteen  railroads  serving  the  southeastern  territory  on  the 
stand. 

Among  the  railroad  witnesses  heard  on  local  adjustments 
Wednesday  were:  Ralph  Brown,  assistant  general  freight  agent 
of  the  Southern  Railway;  J.  C.  Kirk  and  W.  L.  Nichol,  assistant 
freight  traffic  managers  of  the  N.  C.  &  St.  L.;  and  R.  G.  Hodgkin, 
assistant  general  freight  agent  of  the  Atlantic  Coast  Line.  They 
spoke  on  phases  of  the  local  adjustments  proposed  for  their  par- 
ticular railroads. 

The  Illinois  Central  local  adjustments  were  discussed  the 
morning  of  June  15  by  A.  F.  Cox  of  Chicago,  special  accountant 
for  :  .mil  K.  H.  Law  and  W.  L.  Reeves,  assistant  general 

freight  agents  for  Chicago  and  Memphis,  respectively.  A.  P. 
Ilumburg.  commerce  attorney  for  the  Illinois  Central,  conducted 
their  examinations. 

The  feature  of  the  Illinois  Central  presentation  was  the  cost 
studies  presented  by  Mr.  Cox.  showing  average  terminal  ex- 
penses  fyr  a  three-day  period  (February  9.  10  and  11,  1921)  to 
be  32.24  cents  a  hundred  pounds  on  the  less-than-carload  traffic, 
regardless  of  classification  of  the  traffic.  The  figure  did  not 
include  any  road  haul  service  representinp  terminal  cost  solely. 
The  witness  admitted  that  the  cost  might  not  be  quite  as  much 
now  as  it  was  when  the  test  was  condin-ted.  but  said  the  figure 
was  submitted  In  support  of  the  contentions  that  all  the  rail- 
roads had  made  in  their  local  adjustment  testimony— that  L. 
'  I,,  traffic  cannot  be  handled  at  terminals  at  a  cost  less  than 
nt*  a  hundred  pounds. 

The  Illinois  Central  witnesses  covered  In  somewhat  more 
detailed  way  the  subject  discussed  by  Joseph  Hattendorf,  who 
testified  May  30  as  to  rates  between  Ohio  crossings  and  Mis- 
sissippi Valley  territory,  and  emphasized  the  letter's  point  that 
neither  tin-  curriers  nor  the  shipper*  In  the  Mississippi  Valley 
territory  wanted  the  present  adjustment  (fixed  in  I.  and  S.  1303) 
disturbed. 

The  Yazoo  *  Mississippi  Valley  Kailroad  was  discussed 
jointly  with  the  Illinois  Central. 

The  Gulf  A  Ship  Island  Railroad  and  the  Gulf.  Mobile  & 
Northern  pn.-.nii-d  their  local  adjustments  June  15  through 
\V  It  fixik.  Keneral  freight  agent  of  the  former,  and  M.  M. 
Richie,  general  freight  agent  for  the  latter. 

Practically  all  the  witnesses  in  the  local  adjustment  testi- 
mony bore  down  on  the  points  first  made  by  Mr.  Barham  in 
justifying  the  adjustments  between  stations.  They  stressed  the 
terminal  costs,  and  the  high-  risk  in  handling  L.  C.  L.  goods,  and 
said  that  slight  li  -o  cover  lu>-e»  at  present  sustained 

In  handling  such  traffic  would  not  have  any  noticeable  effect 
on  the  shipper  and  consumer. 

TMi-nv  on  local  adjustments  was  continued  June  16. 
D     ''liunreiior.    assistant   general    freight    agent    for    the 
ivnfrul  nf  <;eorgla  Railway,  explained  the  local  adjustments  pro- 
posed for  that  railroad. 

R.  H.  Kberly.  assistant  general  freight  agent  for  the  Sea- 
board Air  Line,  discussed  the  local  adjustments  proposed  for 
the  line  ||.  nted. 

c    P.  Quinn,  assistant  general  freight  agent  of  the  Louis- 
ville A  Nashville,  discussed  the  L.  &  N.  local  adjustments,  his 
ui*U*jsony  being  broken  off  late  In  the  afternoon  by  adjournment, 
linii'il   the  following  day. 

The  three  witnesses  covered  in  detail  proposals  that  had 
been  presented  In  general  by  other  witnesses  who  discussed 
•i  common  points  at  earlier  sessions.  In  the  cases 
which  the\  pr.  -ented  the  local  rates  were  shown  to  be  based 
upon  the  rates  between  the  larger  points.  The  witnesses  argued 
that  In  no  cases  were  the  proposals  unfair  or  discriminatory, 
hut  that  they  were  consistent  with  the  general  adjustment  and 
that  the  increases  proposed  were  fully  Justified,  and  balanced 
by  the  decreases  proposed. 

The  rates  proposed  from  Atlanta  to  the  Ohio  River  cross- 
ings: Atlanta  to  the  Virginia  cities.  Roanoke  and  Lynchburg. 
and  Atlanta  to  the  Gulf  ports.  160,  was  the  figurative  measuring 

k    for   the   local    adjustments   of   the    three   railroads   whose 
-entatlves   testified  on  June  16. 

Roy  Pope,  assistant  general  freight  agent,  testifying  for  the 
Atlanta.  Birmingham  &  Atantic  Railway,  and  A.  G.  Browder, 
assistant  e>neral  freight  agent.  letifylnK  for  the  Atlanta  A 
West  I'oint  Hallway,  were  among  the  last  witnessen  on  the  sub- 
ject of  local  adjustments  proposed  for  the  southeast,  at  the 
southeastern  class  rate  inquiry. 

Among  the  railroads  that  presented  witnesses  as  to  local 
ndji:  Inly  13  to  17  were  the  Atlantic  Coast  Line,  the 

•ral  nf  Oorgla.  the  Louisville  A-  Nashville,  the  Nashville. 
Chattanooga  &  St.  Louis,  the  Seaboard  Air  Line,  the  Southern, 
the  Illln.  /..HI  \  Mississippi  Valley,  the  Mobile 

A  Ohio,  the  Gulf  &  Ship  Island,  and  Hie  Gulf.  Mobile  A  Northern. 

There  was  a  comparatively  small  attendance  during  the 
hearing  on  local  adjustments,  but  when  J.  A.  Streyer.  of  Atlanta, 
traffic  manager  of  the  American  Short  Line  Railroad  Association, 
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took  the  stand  to  testify  on  the  adjustments  proposed  for  the 
southeastern  short  lines,  the  room  was  filled  again. 

Mr  Suryt-r  «ald  In  his  preamble  that  there  were  now  206 
short  line  railroads  in  the  southeast,  with  a  mileage  of  a  little 
oT*r  7000  miles,  or  one-fifth  of  the  combined  mileage  of  the 
trunk  lines.  He  said  that  he  technically  was  representing  159  of 
these  lines,  with  a  mileage  of  6,000. 

He  said  these  lines  served  varied  territory  and  that  most  of 
the  lines  were  originating  or  delivery  carriers  and  were  de- 
pendent on  the  resources  of  their  immediate  territory.  He  called 
attention  to  the  fact  that  in  a  large  portion  of  the  southeast,  the 
principal  product  originated  was  cotton,  and  that  recent  ravages 
of  the  boll  weevil  had  greatly  diminished  tonnage  on  this  product. 

The  short  lines  do  not  compete  with  other  lines  of  railroad, 
he  said,  and  were  not  built  to  do  so. 

The  witness  then  discussed  some  of  the  history  of  the  short 
lines,  expressing  an  opinion  that  the  lines  were  more  prosperous 
In  the  period  of  1900  to  1910  than  they  had  been  in  the  lust 
decade.  He  said  that  they  were  getting  along  fairly  well  until 
federal  control  came  on;  then,  he  said,  the  Railroad  Administra- 
tion gave  the  impression  that  the  trunk  lines  were  all  that  were 
necessary  to  help  win  the  war,  and  the  short  lines  "were  left 
to  paddle  their  own  canoe."  In  the  reconstruction  period,  he 
added,  the  short  lines  were,  consequently,  seriously  threatened 
with  the  Junk  pile  on  a  wholesale  scale. 

"However,"  said  he,  "I  will  make  this  broad  assertion,  that 
If  today  the  short  line  railroads  in  the  south  were  wiped  out 
with  one  sweep,  some  of  our  trunk  line  friends  would  before  long 
be  applying  for  receivership,  as  these  feeders  are  an  indispensa- 
ble adjunct  to  the  trunk  lines  of  the  south." 

The  number  of  short  lines  in  the  southern  states  in  the 
southern  classification  territory,  with  their  mileage,  was  given 
by  Mr.  Streyer  as  follows: 

Number 
State  railroads. 

Alabama     19 

Florida    23 

Georgia    • 

Mississippi    .., 13 

North   Carolina    

South   Carolina    ' 

TvnneMee   IS 

Kentucky    *24 


Miles. 

627.28 
1079.4 
2094.43 

333.32 

:,  12.61 
411.47 

394.28 


•Four  of  these  are  in  Official  Classification  territory  and  the  rest 
In  Southern  Classification  territory. 

He  said  that  there  were  only  three  or  four  short  lines  in  Vir- 
ginia, with  a  total  mileage  of  about  175,  and  that  there  the 
mileage  of  the  short  lines  in  Louisiana  totalled  about  90  miles. 
He  said  he  presented  the  figures  in  order  to  show  that  the  short 
lines  of  the  southeast,  which  were  about  one-fourth  of  the  short 
lines  of  the  nation,  were  of  some  moment.  In  this  connection  he 
quoted  The  Traffic  World  of  July  9,  1921,  as  follows: 

Class  1  roads  usually  are  regarded  as  representing  at  least  90 
per  cent  of  the  transportation  business  of  the  country.  It  is  certain 
they  have  by  far  the  greater  part  of  the  revenue,  yet  in  the  first 
quarter  of  this  vi-.-ir  tlii-y  carried  only  217,967.619  tons  of  revenue 
freight  as  originators  of  the  traffic.  They  received  the  rest  of  the 
total  of  410.818,363  tons  from  their  connections. 

He  said  that  these  lines  could  continue  under  the  conditions 
under  which  they  have  operated  for  the  last  two  years.  "Of 
course,"  said  he,  "I  realize  it  is  possible  that  some  of  them 
have  to  go,  but  unless  the  majority  of  them  are  preserved,  it 
will  take  years  for  the  country  they  traverse  to  recover." 

He  cited  Instances  in  which  the  importance  of  the  short 
lines  was  stressed,  saying  that  in  many  cases  the  state  railroad 
commissions  have  evidenced  tendencies  to  deal  more  liberally 
with  the  short  lines. 

Getting  down  to  his  main  point — the  adjustment  proposed 
for  the  short  lines — Mr.  Streyer  said  it  was  only  about  two  weeks 
ago  that  the  basis  to  be  suggested  was  decided  on. 

He  announced  that  on  behalf  of  the  short  lines  he  was 
proposing  a  uniform  scale  for  the  lines  in  Georgia,  North  and 
South  Carolina.  Mississippi,  Tennessee  and  that  portion  of  Vir- 
ginia and  Louisiana  in  southern  classification  territory. 

"The  basis  I  am  authorized  to  present,"  he  said,  "is  as  fol- 
lows: Lines  with  only  one  junction  point- — i.  e.,  stub  end  lines — 
rates  to  be  made  over  the  proposed  trunk  line  rates  to  and  from 
the  junctions,  using  the  scale  of  rates  which  the  short  lines  of 
Georgia  submitted  to  the  Railroad  Commission  of  Georgia;  lines 
having  more  than  one  junction  point,  rates  to  be  made  over 
the  lowest  rated  trunk  line  Junction  point,  provided  rates  so 
made  shall  not  create  fourth  section  violations,  one  local  station 
against  another  local  station  located  between  the  two  nearest 
Junctions.  This  will  have  the  effect  of  eliminating  fourth  sec- 
tion violations  as  to  local  stations  in  any  one  group." 

The  witness  presented  detailed  exhibits,  including  a  financial 
statement  setting  forth  the  conditions  among  the  short  lines. 
He  sought  to  prove  by  this  statement  that  short  lines  in  Ken- 
tucky. Tennessee  and  South  Carolina  wore  the  only  ones  in  the 
southeast  which  showed  a  net  profit.  Those  In  other  states,  In1 
said,  showed  losses  into  the  millions. 

J.  M.  Dalton.  assistant  general  freight  agent  of  the  Norfolk- 
Southern  Railroad,  took  the  stand  at  the  afternoon  session  to 


testify  on  local  adjustments  proposed  along  the  railroad  he  rep- 
resents. 

Testimony  on  the  southern  angle  of  the  rates  proposed  by 
the  carriers  between  Central  Freight  Association  Territory  and 
the  southeast  occupied  the  final  session  of  the  carriers'  presen- 
tation June  20.  The  witnesses  were  B.  G.  Brown  and  J.  W. 
Perrin,  who  discussed  the  rates  into  the  Carolinas,  and  D.  M. 
Goodwyn,  of  the  Louisville  and  Nashville,  who  wound  up  the 
testimony  of  the  carriers  with  a  discussion  of  the  rates  between 
C.  F.  A.  territory  and  southeastern  territory. 

The  testimony  of  the  three  witnesses  in  general  was  an 
elaboration  of  certain  details  brought  out  in  the  statements  of 
L.  E.  Oliphant,  representative  of  the  C.  F.  A.  lines. 

Mr.  Brown's  and  Mr.  Perrin's  testimony  was  considered  by 
some  to  be  a  refutation  of  the  charges  made  by  Commissioner 
A.  J.  Maxwell,  of  North  Carolina,  when  he  withdrew  from  the 
inquiry  two  weeks  ago,  although  neither  witness  made  any 
reference  to  Mr.  Maxwell  or  stated  that  their  testimony  Had  a 
bearing  on  Mr.  Maxwell's  allegation. 

The  Carolina  witnesses  dealt  mainly  with  the  proposed  C.  F. 
A.  adjustment,  showing  that  there  have  been  many  substantial 
reductions  proposed  to  the  Carolinas,  and  showing  how  the 
proposed  rates  to  the  Carolinas  have  been  borne  down  by  the 
influence  of  the  Virginia  cities.  He  claimed  that  the  rates  to 
the  Carolinas  proposed  in  the  adjustment  are  lower  than  those 
for  corresponding  mileages  in  all  other  sections  of  the  south- 
east, and  that  the  carriers  made  greater  concessions  in  adjust- 
ing the  rates  to  the  Carolinas  than  in  the  case  of  any  other 
part  of  the  southeastern  division. 

At  the  completion  of  their  testimony,  E.  T.  Willcox,  speak- 
ing for  and  on  behalf  of  the  Seaboard  Air  Line  railway,  re- 
quested the  Interstate  Commerce  Commission  to  give  continued 
fourth  section  relief  in  the  case  of  Tampa,  Fla.,  saying  that 
such  was  essential  to  the  interests  of  his  railway  and  of 
Florida. 

D.  M.  Goodwyn  rose  immediately  and  stated  on  behalf  of  all 
the  southern  carriers  excepting  the  Seaboard  Air  Line  that  he 
wished  the  Commission  to  deny  this  request,  since  the  carriers 
did  not  believe  that  an  exception  should  be  made  in  the  case 
of  Tampa. 

Mr.  Goodwyn  then  took  the  stand  as  a  witness,  beginning 
his  testimony  with  an  answer  to  a  question  recently  put  by 
Commissioner  Eastman  as  to  the  relation  between  class  rates 
and  commodity  rates.  He  declared  that  the  commodity  rates 
had  practically  no  percentage  relationship  to  actual  class  rates, 
and  that  where  such  relationships  were  noticed,  they  were  acci- 
dental. He  submitted  an  exhibit  showing  comparisons  between 
Atlanta  and  Knoxville  and  other  representative  points.  At  the 
request  of  Commissioner  Eastman,  he  agreed  to  make  a  wider 
range  of  exhibits  illustrative  of  this  comparison. 

The  witness  reviewed  points  in  rate  history  having  a  bear- 
ing on  the  proposed  adjustment  between  C.  F.  A.  territory  and 
southeastern  territory  preliminary  to  his  discussion  on  the 
southern  point  of  view  in  this  adjustment. 

He  said  he  wanted  to  make  it  especially  clear  that,  al- 
though the  southern  carriers  approve  the  substitution  of  through 
joint  class  rates  between  C.  F.  A.  territory  and  southeastern 
territory,  less  than  the  Ohio  River  combination,  that  this  ap- 
proval constituted  in  no  sense  a  commitment  to  an  opinion  that 
the  combination  basis  was  improper. 

"What  is  your  objection  to  through  rates?"  asked  Commis- 
sioner Eastman. 

"I  don't  think  I  expressed  any  objection,  Mr.  Commissioner," 
replied  Mr.  Goodwyn,  "I  merely  wanted  to  emphasize  the  fact 
that  we  don't  believe  the  combination  basis  is  wrong.  I  per- 
sonally believe  in  combination  rates  except  when  there  seems 
to  be  a  proper  necessity  for  a  through  rate  basis.  I  cannot  see 
why  two  fair  and  reasonable  combinations  should  not  be  con- 
sidered a  fair  total.  I  don't  believe  in  combination  compulsory, 
however." 

"Then  why  do  you  propose  for  southeastern  territory 
through  Joint  rates?"  pursued  the  Commissioner. 

''Because  observance  of  fourth  section  principles  and  com- 
petition force  us  to." 

In  reply  to  another  query  the  witness  stated  that  in  all  of 
his  extensive  experience  he  could  not  recall  a  single  freight 
rate  he  has  ever  made  which  was  based  upon  cost  alone. 

"I  not  only  did  not  know  the  cost,  but  if  I  had  known  it  I 
would  not  have  known  how  to  apply  the  information  in  making 
the  rates,"  he  said. 

The  witness  added  as  another  reason  for  the  through  rates 
that  he  did  not  believe  the  carriers  would  be  permitted  to 
change  existing  through  rates  and  substitute  therefore  combi- 
nation rates. 

Mr.  Goodwyn  traced  the  formation  of  the  proposed  adjust- 
ment from  C.  F.  A.  to  southeastern  territory,  explaining  how 
the  Chicago  to  Atlanta  rate,  on  which  a  large  portion  of  the 
proposed  adjustment  is  based,  came  about.  He  asserted  that 
the  measure  of  the  rates  was  not  any  lower  than  the  conditions 
require.  He  called  attention  to  the  great  reductions  proposed 
in  the  adjustment,  just  as  did  Mr.  Oliphant,  pointing  out  that 
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they  were  very  heavy  even  to  points  that  hitherto  have  had 
depressed  rates. 

He  stated  that  the  southern  lines  substantially  agreed  with 
the  proposals  made  by  Mr  oli>>hant. 

do  not  agree  with  Mr.  Oliphant  in  one  point,"  he  said. 
"That  is.  that  the  rates  proposed  are  not  made  with  relation 
to  the  Ohio  River  rates.  In  98  per  cent  of  the  cases  they  re- 
flect the  rates  from  the  Ohio.  This  is  most  significant.  How- 
do  not  disagree  with  our  Central  Freight  Association 
brethren  as  regards  the  measure  of  the  ra 

The  witness  then  took  up  the  subject  of  uniform  classifi- 
cation, outlining  the  moves  that  have  been  made  to  obtain  a 
uniform  classification  in  Official.  Western,  and  Southern  cl. 
flcation  territories.  He  expressed  an  opinion  that  work  on  a 
policy  as  to  unification  should  proceed  as  rapidly  as  possible. 
and  that  it  was  now  being  considered  by  ill.  Consolidated 
Classification  Committee. 

In  this  connection  he  said  he  did  not  see  how  any  rate 
or  scale  or  percentage  relationship  proposed  in  this  investiga- 
tion tended  toward  greater  universal  uniformity,  but  that  the 
proposals  certainly  did  not  stand  in  the  way  of  uniformity 
measures  that  might  be  attempted  in  the  fur 

said  that  the  proposed  class  relationship  brought  uni- 
formity to  southern  territory  and  ttiut  it  had  enabled  the  car- 
riers to  propose  a  system  that  would  not  bring  loss  to  the  car- 
riers nor  higher  rate*  to  the  pu! 

He  stated  that  he  thought  twelve  classes  would  be  '.  • 
than  ten  for  the  south,  and  that  at  least  five  should  be  used 
r.>r  I.    C    L.  traffic. 

•  feel  that  in  this  revision  we  have  gone  just  about  as 
far  a*  we  can  go."  he  said.  "We  are  a  .-king  a  large  numb* 
readjustment!*,  but  none  of  them  arc  unreasonable,  and  we 
think  it  would  be  unjust  to  make  any  other  changes  than  those 
«.  nave  proposed.  We  are  asking  our  patrons  to  bear  with 
us  and  support  u*  in  this. 

"The  proposed  adjustment  will  .-.  -ult  as  a  whole  In  less 
revenue  for  the  carriers  than  at  in-  ':i»  fact  has  been 

amply  demonstrated  by  other  »  •  re. 

"The  lerel  of  the  rates  made  by  the  Commission  should  nut 
be  made  ten  p*>r  cent  lower,  and  we  urgf  the  Commission  n<. 
reduce  the  rates  lower  than  we  propose,  because  the  proposed 

I.  we  think,  represents  at  least  a  ten  per  cent  reduction 
under  the  rates  <> 

•>!••  r  •••-::••  tests  should  show  that  the  proposed 
I*  twelve  .  be  all  right  with  the  carriers 

However,  if  it  should  turn  out  to  be  about  > 
cent  lower,  we  don't  think  the 

Mr.   Goodwin  •  itb   a   tr. 

man.  Examiners  Wagner  and  Wilson  an<l  the  committee  of  state 
commissioners   for   the   conrtrsle*   and   consldiT.it  Ion   extended 
airier*  during  the  long  bearing. 

"If  we  hare  not  been  ouccessful  In  our  case  it  ban  been  our 
fault  and  not  the  fault  of  you  gentl>  t  «ald. 

Mr.  Goodwyn  announced  that   tli>    southeastern  fourth 
tlon  committee  would  soon  rec<.  order  to  proceed  with 

a  recheck  and  revision  of  the  commodity  rate*  of  the  southeast 
and  that  It  would  Invite  the  common  ml  Interests  to  exchange 
Ideas  with  It  regarding  a  new  system  of  commodity  rate*. 

Tii.'  investigation  then  adjoin n»l  until  July  12.  the  date 
set  for  the  cross  examination  of  carrier  wi>  There  Is 

no    Indication    of    how    much    time    'i  ••    cross   examination    will 

• 
•    estimated  that   more  than  a   million  words  went   into 

record  of  '  examination  of  the  carriers.     A  total  »t 

932  exhibits  were  presented  by  tl 


PLANS   FOR   CROSS   EXAMINATION 
The  Commission  has  sent  the   following   no- 
of  record  In  No.  13494,  Southern  Class  Hate  Investigate 

'    wit 


N.  V.  C.   EQUIPMENT  CERTIFICATES 

An   application  asking  authority   to  assume  obligation*   and 

York 

i  fust  of   :  'juipment 

trust   gnl<  -ites   has   been  filed   with   th>>   Commission   by 

•       C.    *     SI.     I.. 

*       Ijt'K- 

burgh.    MrKeegport    £    YoughloKhf-n-  .irrii    estimated    to 

..-•»'...  i  :.  be    i 

to  buy    1  •  i-ht   cars   of   various   types   and 

•>ns  have  been  begun  for  the  sale  of  th.-  <  ••!  tiflcafen  to 
-ran  tr  Co     The  applicants  said  they  expert**!   to  sell 

at  an  a*era*»  price  of  not  less  than  95.495  of  par. 


RAILROAD  CONSOLIDATION  HEARING 

The  Tragic  World  Washington  Bureau 

In  concluding  his  testimony  in  the  railroad  consolidation 
proceedings  at  the  afternoon  session  of  June  15,  President  Mark- 
ham  of  the  Illinois  Central  pointed  out,  as  an  additional  reason 
why  the  Seaboard  Air  Line  should  not  be  included  in  a  system 
with  the  Illinois  Central,  that  where  they  do  come  into  contact 
they  are  competitors,  and  where  they  do  not  they  have  no 
business  to  transact  in  the  nature  of  bridge  transfers — that  is 
to  say.  the  Central  of  Georgia  branch  of  the  Illinois  Central,  in 
Georgia,  competes  sharply  with  a  part  of  the  Seaboard  Air  Line, 
but  the  Illinois  Central  proper  does  not  send  traffic  to  the  Cen- 
tral of  Georgia  which  the  Seaboard  could  haul  beyond;  nor  does 
the  Seaboard  bring  anything  to  the  Central  of  Georgia  for  fur- 
ther transportation  by  the  Illinois  Central. 

As  to  the  Gulf  &  Ship  Island  and  the  Gulf,  Mobile  &  North- 
ern, Mr.  Markham  said  they  could  be  incorporated  into  a  sys- 
tem with  the  Illinois  Central  without  doing  violence  to  logic. 
But  he  did  not  go  so  far  as  to  say  that  the  Illinois  Central  was 
the  only  one  to  which  they  might  logically  be  assigned. 

Charles  R.  Capps,  ^  ice-president  of  the  Seaboard  Air  Line, 
read  into  the  record  statistics  as  to  the  consist,  volume  and 
flow  of  traffic,  the  capitalization  and  other  facts  obtainable  from 
the  anrtual  reports  of  the  carriers  to  the  Commission,  similar 
to  those  furnished  by  Mr.  Markham  for  the  Illinois  Central. 

The  Seaboard,  according  to  Mr.  Capps  and  Forney  Johnston, 
its  attorney,  before  the  former  had  got  to  that  point  in  his 

niony.  said  they  thought  it  should  be  continued  as  an  Inde- 
pendent system  or  made  the  backbone  of  a  system.  It  has  no 
desire  to  become  a  part  of  the-  Illinois  Central.  Commissioner 
Hall  pointed  out  that  unless  the  Seaboard  indicated  what  roads 
should  be  In  the  system  of  which  it  should  be  the  backbone.  It 
might  be  left  In  an  embarrassing  situation.  He  said  that  after 
'lie  Commission  had  adopted  a  plan  showing  what  disposition 
should  be  made  of  the  Seaboard,  the  consolidation  could  not 
include  anything  other  than  had  been  set  forth  In  the  plan. 
Therefore,  he  suggested,  the  Seaboard  ought  to  make  sugges- 
tions as  to  what  should  be  done. 

Two   positive   recommendations   were  made   by   Mr.   Capps 
before  this  colloquy  took  place.     He  said  the  Richmond,  Fr.  ,1 
erlcksburg  A  Potomac  and  the  Florida  Cast  Coast  lines  should 
be  kept  independent  and  neutral.     The  first  constitutes  the  con- 

•  on  between  the  northern  and  southern  roads  at  Potomac 
Yard*.  It  Is  owned  by  the  state  of  Virginia  and  five  railroads, 
the  Pennsylvania  on  the  northern  and  the  southern  roads  serv- 
ing :  .  :md  Washington.  The  Florida  East  Coast,  he 
said,  bring*  traffic  to  Its  connections  at  Jacksonville  with  im- 
partiality. If  It  were  turned  over  to  a  combination  of  Louisville 
A  Nashville-Atlantic  Coast  Line,  the  Seaboard  Air  Line  would 
lose  all  the  business  the  Florida  East  Coast  now  turns  over  to 
it.  he  said.  Last  year  the  value  of  that  business  was  $1.386.- 
In  normal  years,  he  said,  it  would  be  about  $1.750,000.  It 
was  Inconceivable  to  him  that  the  Florida  East  Coast.  If  put 
Into  a  combination  with  the  Atlantic  Coast  Line,  the  Seaboard's 
most  direct  rival,  would  be  allowed  to  give  any  business  to  the 
Seaboard. 

)(••  could  see  no  profit  In  a  union  with  the  Illinois  Central 
because  they  serve  different  territories  between  which  there  is 
little  exchange  of  traffic. 

In  further  discussion  of  objections  to  the  Commission's  plan 
for  putting  the  Seaboard  Into  system  No.  12.  Mr.  Capps  said  that 
if  the  Commission  gave  the  Atlanta.  Birmingham  &  Atlantic  to 
^••btlantlc  Coast  Line  and  the  Georgia  Southern  &  Florida  to 
"TO*  Southern,  as  proposed,  each  of  those  competitors  of  the  Sea- 
hoard  would  have  two  lines  Into  Jacksonville,  where  the  Florid* 
Kast  Coast  brings  fruits  and  vegetables,  for  further  haulage  b> 
whatever   carriers    shippers    designate,    thereby    giving   the    At 
lantlc  Coast  Line  and  the  Southern  an  edge  over  the  Seaboard. 
Prior  to  that  time  he  had  said  the  Illinois  Central,  also  proposed 
for  system  No.   12.  would  have  no  business  to  turn  over  to  the 
Seaboard.     Linking  his   various   assertions   together  made   Mr. 
ejections  equivalent  to  a  saying  that  If  the  plan  were 
adopted,  it  would  leave  the  Seaboard  without  a  way  to  get  to  the 
lUver  except  over  the  rails  of  a  rival,  without  any  in- 
mieni  line  from  which  it  could  obtain  Florida  business,  and 
without   any  tonnage  from   the  Illinois  Central. 

"Hut   the  route  of  the  Atlantic  Coast  Line  to  Jacksonville  Is 
circuitous."  suggested   Professor  Kip:- 

"That's  true,  but  if  the  consolidation  were  made  as  sug- 
gested, the  Atlantic  Coast  Line  would  have  two  routes  Into  Jack- 
sonville. The  same  would  be  true  with  regard  to  the  Southern. 
The  Seaboard,  however,  would  not  have  any,"  said  Mr.  Capps. 

Most  of  Mr.  Capps'  testimony  at  the  morning  session  of  June 
If.  was  devoted  to  history,  compilations  of  traffic  and  revenue 
statistics  and  material  of  that  kind,  to  form  a  record  upon  which 
the  Commission  could  base  a  judgment  as  to  the  quality  of  its 
tentiithe  plan.  Hie  latter  based  upon  the  plan  of  Professor  Rlple\ 

While  Mr.  Cnpps  was  still  on  the  stand  Fordney  Johnston, 
attorney  for  the  Seaboard,  brought  up  the  phase  of  the  subject 
to  which  Commissioner  Hall  had  referred  the  preceding  day, 
namely,  the  paucity  of  the  record  that  was  being  made  by  the 
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Seaboard  when  It  failed  or  declined  to  say  what  should  be  done 
when  It  had  said  that  such  and  such  should  not  be  done.  He 
particularly  referred  to  the  suggestion  of  Mr.  Hall  that  if  the 
record  was  not  made  more  complete  the  Commission,  in  revis- 
ing its  plans,  might  do  something  that  would  make  it  impossible 
for  the  Seaboard  to  go  forward  with  a  scheme  for  consolidation 
its  officers  might  have  in  mind.  That  limitation,  Mr.  Hall  said, 
would  come  about  from  the  fact  that  the  law  says  that  when 
the  Commission  had  approved  a  plan,  neither  the  Seaboard  nor 
any  other  carrier  could  make  any  acquisitions  not  in  accordance 
therewith.  -Mr.  Johnston  seemed  to  be  of  the  impression  that 
Commissioner  Hall's  words  implied  that  after  the  Commission 
had  completed  this  hearing  the  situation  would  become  as  un- 
changeable as  the  laws  of  the  Medes  and  Persians  were  supposed 
to  be.  He  said  the  Seaboard  was  not  able,  at  this  time,  to  go 
into  details  of  what  it  thought  should  be  done.  To  him  it  seemed 
obvious  that  no  railroad,  at  this  time,  would  be  in  a  position,  or 
inclined  if  it  was  in  position,  to  tell  the  Commission  and  other 
railroads  about  its  hopes  and  aspirations.  Even  as  to  things  it 
was  ready  to  suggest,  he  said,  there  were  details  to  work  out. 
For  that  reason  he  suggested  the  record  should  be  held  open  so 
that  the  companies  concerned  could  come  in  with  either  formal 
or  even  informal  suggestions  for  the  guidance  of  the  Commission. 

Commissioner  Hall  assured  him  that  there  was  to  be  no  such 
rigidity  as  the  inference  drawn  from  his  remarks  that  Mr.  John- 
ston had  suggested  as  possible.  He  said  undoubtedly  there  would 
be  many  more  hearings  but  that  unless  carriers  made  alterna- 
tive suggestions,  the  Commission  would  not  have  much  of  a 
record  upon  which  to  base  a  revision  of  its  tentative  plan. 

Mr.  Johnston  also  directed  attention  to  the  fact  that  many 
railroads  mentioned  in  the  Commission's  tentative  plan  were 
not  represented.  He  made  that  assertion  in  connection  with  an 
observation  that  seemed  to  indicate  that  the  inability  of  the 
Seaboard  to  go  into  details  was  due  in  part  to  the  absence  of 
short  lines  which  it  was  proposed  to  put  into  system  No.  12. 
The  idea  created  by  his  observations  along  that  line  was  the 
Seaboard  felt  it  would  be  impolitic  to  indicate  what  short  lines 
or  branches  of  other  system  lines  should  be  connected  with  the 
Seaboard  in  a  system  in  which  it  should  be  the  backbone,  be- 
cause, in  the  future,  if  and  when  the  Seaboard  made  any  move 
to  acquire  such  properties,  their  owners  would  know  the  views 
of  the  Seaboard  and  the  further  fact  that  the  Commission  hal 
approved  a  plan  providing  for  their  incorporation  into  a  Sea- 
board system.  Usually,  Mr.  Johnston  suggested,  the  man  who 
is  thinking  of  or  would  like  to  buy  the  property  of  another  does 
not  tell  him  he  considers  it  absolutely  essential  that  the  prop- 
erty in  question  should  be  added  to  a  specified  other  property. 

Approval  of  what  the  Commission  proposed  in  its  tentative 
consolidation  plan  when  it  linked  together  the  Atlantic  Coast 
Line,  the  Louisville  &  Nashville,  the  Nashville,  Chattanooga  & 
St.  Louis,  the  Charleston  &  Western  Carolina,  the  Carolina, 
Clinchfleld  &  Ohio,  and  some  small  lines  not  specifically  men- 
tioned in  testimony,  was  given  by  W.  R.  Cole,  president  of  the 
Nashville,  Chattanooga  &  St.  Louis  and  W.  L.  Mapother,  presi- 
dent of  the  Louisville  &  Nashville,  at  the  afternoon  session  of 
June  16  and  the  following  day.  Their  approval  was  put  in  be- 
tween testimony  of  a  contrary  character  concerning  other  lines. 
Mr.  .Mapother,  in  addition,  said  he  would  not  object  to  the  in- 
clusion of  the  Chicago,  Indianapolis  &  Louisville,  in  which  the 
Louisville  &  Nashville  has  a  joint  interest  with  the  Southern, 
in  a  system  with  the  Baltimore  &  Ohio.  His  idea,  expressed 
in  answer  to  questions  by  Professor  Ripley,  was  that  the  Com- 
mission might  wisely  stop  the  southeastern  systems  at  the  Ohio 
River.  It  was  not  necessary,  in  his  estimation,  for  southeastern 
lines  to  have  an  entrance  into  Chicago.  The  Louisville  &  Nash- 
ville, he  said,  had  not  acquired  what  it  owns  in  the  Monon  with 
any  idea  that  entrance  into  Chicago  was  absolutely  essential  or 
anything  of  that  kind. 

Henry  Walters,  chairman  of  the  board  of  the  Atlantic  Coast 
Line  and  the  Louisville  &  Nashville,  the  latter  the  owner  of  a 
controlling  interest  in  the  Nashville,  Chattanooga  &  St.  Louis, 
was  present  while  the  testimony  of  approval  of  the  plan,  which, 
if  carried  out,  would  result  in  the  consolidation  of  the  properties 
now  controlled  by  the  same  interest.  He,  however,  did  not  take 
the  stand.  Mr.  Cole  was  not  so  free  as  Mr.  Mapother  in  his  ex- 
pressions of  approval.  His  remarks  were  confined  to  the  com- 
pany of  which  he  is  the  president.  His  thought,  when  questions 
were  asked  about  policies,  was  that  they  should  be  answered 
by  men  more  competent,  he  said,  than  he.  On  questioning  by 
Professor  Ripley  he  included  the  Charleston  &  Western  Caro- 
lina within  the  scope  of  his  approval.  Mr.  Walters  is  also  chair- 
man of  the  board  of  directors  of  that  road. 

Mr.  Mapother  also  approved  the  proposal  to  put  the  Carolina 
•linrhfleld  t  Ohio  into  that  A.  C.  I,.-L.  &  N.  system,  saying  that 
he  thought  its  inclusion  proper  and  highly  desirable,  if  any 
plan  of  consolidation  were  carried  out.  It  could  be  connected 
with  the  Louisville  &  Nashville  by  the  construction  of  only 
twelve  miles  of  new  track,  he  said.  Such  a  plan,  said  he  the 
Louisville  &  Nashville  had  had  long  in  mind.  He  said  its  inclusion 
would  give  eastern  Kentucky  an  outlet  to  the  seaboard. 

Professor  Ripley.  obviously  having  in  mind  the  things  that 
had  been  said  about  the  Atlanta,  Birmingham  &  Atlantic,  asked 


Mr.  Mapother  what  should  be  done  with  it  if  the  Illinois  Cen- 
tral and  the  Seaboard  were  not  consolidated. 

"It  ought  to  be  scrapped,"  was  the  answer. 

George  R.  Loyall,  speaking  for  the  Norfolk  Southern,  op- 
posed the  inclusion  of  that  road  in  a  system  with  any  of  its 
competitors.  He  said  the  owners  of  the  road  considered  it  had 
a  function  to  perform  and  its  consolidation  with  any  of  the 
north  and  south  roads  would  eliminate  some  competition,  he  said. 
Therefore,  it  was  his  idea  the  Norfolk  Southern  should  be  left 
alone.  Its  principal  competitor,  he  said,  was  the  Atlantic  Coast 
Line.  It  might  be  considered  a  feeder  for  the  Southern,  but  it 
was  also  in  competition  with  that  road.  He  was  not  prepared, 
he  said,  to  say  where  the  Norfolk  Southern  should  go  if  it  was 
not  to  be  left  independent. 

J.  L.  Edwards,  assistant  to  the  receiver  of  the  Atlanta,  Bir- 
mingham &  Atlantic,  submitted  data  as  to  traffic,  finances,  and 
such  things,  in  accordance  with  the  desire  of  the  Commission, 
generally  without  reading.  Obviously,  in  answer  to  expressions 
of  hopelessness  respecting  that  road,  he  read  figures  to  show  that 
the  population  of  that  part  of  Georgia  which  is  being  served 
by  the  road  is  growing  faster  than  any  other  part. 

Scott  M.  Loftin,  general  counsel  for  the  Florida  East  Coast, 
called  as  witnesses  for  that  property  W.  G.  Brown,  roadway  en- 
gineer, and  T.  W.  Pomar,  its  comptroller,  to  submit  statistics  in 
accordance  with  the  wish  of  the  Commission.  They  expressed 
no  opinions.  That  road  is  in  the  hands  of  trustees  and  those 
operating  it  think  they  should  not  express  any  opinions  because 
the  trust  period  will  end  in  a  year. 

Larz  Jones,  president  of  the  Alabama  &  Vicksburg  and  the 
Vicksburg,  Shreveport  &  Pacific,  objected  to  the  inclusion  of  those 
roads  in  any  system.  He  said  they  constituted  the  shortest  line 
between  the  southwest  and  the  southeast  and  were  not  Interested 
in  the  Mississippi  River  as  a  dividing  line  between  territories 
as  were  the  lines  having  terminals  at  that  stream.  His  advice 
to  the  Commission  was  to  leave  that  embryo  system  alone  and 
allow  it  to  develop  along  the  lines  on  which  it  was  started. 

George  B.  Elliott,  general  counsel  for  the  Atlantic  Coast  Line, 
said  the  attitude  of  that  railroad  company  was  that  if  the  Com- 
mission adhered  to  its  tentative  plan  with  regard  to  the  three 
systems  for  the  south,  then  the  plan  respecting  system  No.  11, 
the  one  that  links  up  the  roads  in  which  Henry  Walters  is  the 
dominating  figure,  was  all  right.  The  grouping,  in  the  main, 
Mr.  Elliott  said,  was  satisfactory  and  was  what  might  have  been 
suggested.  He  said  that  if  the  Richmond,  Fredericksburg  & 
Potomac  were  assigned  to  any  road,  it  should  be  given  to  the 
Atlantic  Coast  Line.  He  said  the  Atlantic  Coast  Line  would  be 
willing  to  accept  the  right  to  take  over  the  Norfolk  Southern. 
The  proposed  assignment  of  the  Carolina,  Clinchfield  &  Ohio,  the 
witness  said,  was  proper  because  it  would  give  the  Atlantic 
Coast  Line  coal  on  its  own  rails  and  also  open  a  route  from 
eastern  Kentucky  to  the  Atlantic  seaboard.  Mr.  Mapother,  in 
commenting  on  the  proposed  inclusion  of  the  Carolina,  Clinch- 
field  &  Ohio,  also  mentioned  that  feature  of  the  matter. 

Mr.  Elliott  said  the  Atlantic  Coast  Line's  business  in  south- 
ern Georgia  and  into  and  out  of  Florida  was  largely  over  the 
Central  of  Georgia.  He  said  that  if  the  Central  of  Georgia 
were  given  to  the  Seaboard  Air  Line,  the  Atlanta,  Birmingham 
&  Atlantic  would  be  of  value  to  the  Atlantic  Coast  Line  in  get- 
ting into  Jacksonville. 

H.  H.  Dean,  chief  stockholder  in  the  Gainesville  Midland, 
and  a  prominent  figure  in  the  organization  activities  of  the  short 
lines,  presented  statistics  as  required.  He  said  that  if  his  road 
was  not  to  be  made  a  part  of  a  system  embracing  either  the 
Illinois  Central  or  the  Louisville  &  Nashville,  he  objected  to 
being  given  to  either  the  Seaboard  or  the  Southern.  His  little 
road,  he  said,  resulted  in  competition  for  the  Southern  and  the 
Seaboard,  hence  his  objection  to  inclusion  with  either. 

Progress  was  made  at  a  faster  rate  June  17  than  the  preced- 
ing days  because  witnesses  were  content  to  put  into  the  record 
without  reading  the  statistical  data  they  had  assembled  in  re- 
sponse to  the  Commission's  suggestions.  Owing  to  the  saving  of 
time  resulting  from  that  way  of  making  up  the  record,  Com- 
missioner Hall  was  able  to  dispose  of  all  the  witnesses  ready 
for  June  17  before  the  hour  of  adjournment  arrived. 

The  Southern  Railway,  which  was  the  least  prepared,  when 
the  Commission  began  its  hearings  on  its  tentative  plan  for  the 
consolidation  of  railroads,  came  forward  June  19  with  the  most 
elaborate  presentation  of  data  that  had  been  put  before  the  Com- 
mission up  to  that  time.  It  put  into  the  record  maps  to  illustrate 
nearly  every  kind  of  fact  for  which  the  Commission  had  asked. 
The  whole  of  the  morning  session  was  consumed  by  L.  E.  Jef- 
fries, vice-president  and  general  counsel,  in  presenting  eighty 
odd  exhibits,  and  even  then  he  was  not  through. 

Nominally  A.  H.  Plant,  the  auditor  of  the  road,  was  the 
witness,  at  the  morning  session.  Mr.  Jeffries,  however,  thought 
it  desirable  to  explain  the  purpose  of  the  exhibits  and  thereby 
lay  a  foundation  for  the  oral  supplementary  matter  Mr.  Plant 
put  in  later  in  the  day.  One  of  the  novel  features  of  the  maps 
was  areas  shown,  out  of  scale,  the  area  out  of  scale  being  indi- 
cated by  the  outlines  of  the  ordinary  hand  magnifying  glass. 
By  means  of  such  maps,  junctions,  connections  and  termini 


June  24,  1922 


THE    TRAFFIC     WORLD 


1417 


could  be  shown  in  relation  to  each  other,  and  also  in  such  detail 
as  to  make  an  additional  map  to  show  the  detail  unnecessary. 

Prior  to  the  consideration  of  the  plan  respecting  the  South- 
ern it  was  understood  the  Southern  was  satisfied,  generally  speak- 
ing, with  the  Commissian's  tentative  plan  showing  the  Commis- 
sion's thought  that  the  Southern  should  become  the  backbone 
of  one  of  the  three  big  systems  proposed  for  the  southeast.  The 
elaborateness  of  the  maps  and  other  data  was  taken  as  confirm- 
ing that  understanding,  before  either  Mr.  Plant  or  Mr.  Jeffries 
came  to  that  part  of  the  hearing  where  an  expression  of  opinion 
would  hare  seemed  appropriate. 

Attorney-General  Frank  Roberson  of  Mississippi  injected 
some  life  into  the  record  that  was  being  made  by  the  officials 
of  the  Southern  late  In  the  afternoon  session  of  June  19  by 
presenting  a  proposal  which  would  have  the  effect.  If  adopted, 
of  putting  the  Burlington  or  the  Chicago  &  Eastern  Illinois  into 
competition,  in  Mississippi,  with  the  lllinos  Central  and  break 
up  what  he  said  was  the  monopoly  of  transportation  in  that  state 
now  held  by  the  Southern  and  Illinois  Central.  The  Southern, 
under  the  Roberson  plan,  would  be  deprived  of  practically  every- 
thing In  Mississippi  except  its  line  into  New  Orleans. 

Samuel  A.  Wltberspoon,  special  counsel  in  what  IB  known 
as  the  Southern  merger  case,  now  pending  In  the  courts  of 
Mississippi  under  the  anti-trust  laws  of  that  state,  was  the 
witness  In  behalf  of  the  Mississippi  proposal.  The  plan  was 
put  forward,  the  attorney-general  indicated,  on  the  theory  that 
"yon  can't  beat  something  with  nothing:"  and  that  it  would 
not  be  helpful  to  the  federal  body  for  the  state  authorities  to 
tell  it  If  they  were  opposed  to  a  plan  which  provided  for  the 
retention,  by  the  Southern  and  the  Illinois  Central,  of  prac- 
tically all  they  hare  now  and  the  addition  to  them  of  consid- 
erable parts  of  other  railroads. 

The  Witherspoon  plan  was  to  create  a  system  composed 
of  the  Seaboard  Air  LJne,  the  Nashville.  Chattanooga  A  St. 
Louis,  the  Mobile  A  Ohio  and  the  C.  A  K.  I.  or  the  Burlington. 
The  creation  of  that  system.  It  was  admitted,  would  disrupt 
some  of  the  other  systems  somewhat,  but  the  Mlsslsslpplans 
said  their  need  for  competitive  lines  In  their  state  was  so  great 
that  the  benefit  to  be  derived  would  more  than  balance  some  of 
the  trouble  that  would  be  caused  by  a  necessary  recasting  of 
the  plans  thus  far  made. 

Before  offering  his  alternative  plan.  Mr.  Roberson  said  he 
was  uncertain  whether  to  direct  the  question  he  had  In  mind 
to  Mr.  Plant,  the  witness,  or  Mr.  Jeffries,  bat  he  decided  he 
would  ask  Mr.  Plant  whether  the  Commission  should  cut  the 
Alabama  A  Vlcksburg-Vlcksburg.  Shreveport  It  Pacific  system 
at  the  Mississippi  River.  Mr.  Plant  said  he  had  been  handling 
figures  so  long  he  really  did  not  have  any  opinion  to  express. 

Mr.  Jeffries,  when  asked  by  Examiner  Healy.  who  continued 
the  hearing  after  hours  so  as  to  give  the  Mlsslsslpplans  an  op- 
portunity to  get  their  side  of  the  case  Marled,  asked  Mr.  Jeffries 
for  th«  opinion  of  the  Southern  on  the  proposed  plan  of  the 
I'nmmlsslon.  but  Mr.  Jeffries  said  there  were  no  opinions  to  be 
offered. 

In  continuation  of  Ml.vlcslppl'n  alternative  proposal  for  the 
consolidation  of  railroads,  8.  A.  Witherspoon  read  Into  the  rec- 
ord a  short  statement  about  the  litigation  the  stale  Is  carrying  on 
for  the  dissolution  of  the  Southern  system  in  Mississippi.  Com- 
missioner Hall  iiermitted  the  statement  to  go  on  until  the  main 
farts  had  be»n  Incorporate  Into  the  record,  but  when  Mr. 
Witherspoon  began  telling  about  what  he  railed  the  secret  acqui- 
sition of  the  Alabama  A  Vlrksburx  »nd  the  N-w  Orleans  A 
North  Eastern  by  J.  P.  Morgan  A  Co  h-  suggested  that  per- 
haps that  was  not  relevant.  He  also  asked  Mr.  Witherspoon 
whether  be  was  testifying  as  to  facts  within  his  own  knowledge. 
Mr.  Wltherspoon  said  be  had  acquired  what  he  was  telling  from 

••xamlnatlon  of  Fairfax  Harrison  and  other  witnesses  In  tin- 
case  In  which  Mr.  Witherspoon  Is  the  state's  special  counsel. 

"Mr.  Harrison  could  be  called  as  a  witness."  suggested  Mr 
Hall.  The  suggestions  made  by  Mr.  Hall  caused  Mr.  Witherspoon 
to  omit  the  rest  of  the  data  he  had  assembled  from  tin-  i  i-n.nl  In 
the  Mississippi  court.  He  said  be  was  trying  to  emphasize  th> 
point  that  all  east  and  west  lines  in  Mississippi,  except  th.-  M.-IU 
phls-nirmfnKham  division  of  the  Frisco,  which  ruts  Into  the  state 
for  a  short  distance.  were  controlled  by  the  Southern,  anil  th&t 
in  fairness  to  the  state  at  least  one  of  such  east  and  west  lines 
should  be  taken  out  of  any  consolidated  system  the  Commission 
might  devise  so  as  to  put  competition  Into  the  state. 

The  witness  devoted  a  large  amount  of  his  testimony  to  the 
use  the  Southern  makes  of  the  Mobile  A  Ohio,  his  contention 
Ing  that  that  road  Is  being  used  to  develop  the  port  of  New 

ms.  Instead  of  the  port  of  Mobile,  the  southern  terminus  of 
the  Mobile  A  Ohio,  also  that  annually  It  contributes  $250.flon  -.. 
the  development  of  the  larger  port,  being  compelled  by  the  South- 
ern to  Join  with  the  New  Orleans  A  North  Eastern  In  th*  «m- 
ployment  of  a  foreign  freight  agent  to  solicit  business  for  exporta 
lion  through  New  Orleans  instead  of  through  Mobile. 

Another  point  made  by  Mr.  Witherspoon  was  that  the   Mo 
bile  A  Ohio  and  the  Cincinnati.  New  Orleans  A  Texas  Pacific. 
also  controlled  by  the  Southern,  were  natural  competitors. 
pointed  oat  that  In  1907  they  began  dividing  territory,  as  be- 
tween tb«ms*lv»*.  north  of  the  Ohio  River  In  which  they  would 


not  solicit  business.  West  of  a  line  between  Chicago  and  Evans- 
ville,  he  said,  the  Queen  &  Crescent  was  not  to  solicit  any  busi- 
ness. East  of  the  line  between  Cincinnati  and  Detroit  the  Mo- 
bile &  Ohio  was  not  to  do  any  soliciting.  The  territory  between 
those  lines  was  a  neutral  strip  in  which  both  were  left  free  to 
solicit.  The  two  natural  competitors,  Mr.  Witherspoon  said, 
could  not  bring  themselves  to  observe  that  agreement.  Each 
organized  or  helped  to  organize  a  fast  freight  dispatch  line  to 
operate  in  the  restricted  territories.  Notwithstanding  their  in- 
ability to  keep  out  all  competition,  he  said,  they  were  in  mon- 
opolistic control  in  eastern  Mississippi,  which  the  state  thought 
inimical  to  its  interests  and  contrary  to  its  laws.  He  went  so 
far  as  to  assert  that  the  Southern  was  trying  even  to  acquire  the 
Meridian  &  Memphis,  twenty-nine  miles  long,  known  locally  as 
the  Mud  A  Misery,  so  as  to  get  rid  of  even  the  semblance  of  an 
outsider  in  that  territory. 

The  reasons  assigned  by  the  Southern  for  the  acquisition  of 
the  Mobile  A  Ohio,  the  witness  declared,  had  disappeared.  One 
was  that  the  city  of  Cincinnati  would  not  renew  the  lease  of 
the  Cincinnati  Southern  to  the  Queen  &  Crescent.  The  other 
was  that  its  entry  into  New  Orleans  was  not  assured  unless  It 
controlled  the  Queen  A  Crescent  and  the  New  Orleans  &  North 
Eastern. 

Jesse  F.  Jones,  seemingly  closely  associated  with  Attorney- 
General  tfoberson  and  Mr.  Witherspoon  in  the  presentation  of 
their  views,  proposed  an  amendment  to  the  Witherspoon  plan. 
Mi-  did  it,  he  said,  in  behalf  of  the  municipalities  of  Clarksdale 
and  Belzoni.  He  suggested  that  the  Delta  Southern  be  added 
to  the  Atlantic  Coast  Line  L.  and  N.  system  so  as  to  put 
that  system  Into  the  Yazoo  delta.  That  road  is  part  of  the 
Southern. 

Hearings  on  the  Commission's  plan  for  consolidating  the 
railroads  In  the  southeast  into  three  big  systems  came  to  an  end 
at  the  afternoon  session.  June  20.  North  Carolina  interests  were 
the  last  to  be  heard.  Under  the  leadership  of  Corporation  Com- 
missioner A.  J.  Maxwell  they  not  only  objected  to  the  inclusion  of 
the  Durham  and  the  Winston-Salem  branches  of  the  Norfolk 
£  Western  in  southern  systems,  but  went  farther.  They  advo- 
cated allocation  of  the  old  Cape  Fear  A  Yadkin  Valley,  now 
divided  between  the  Southern  and  the  Atlantic  Coast  Line,  to 
tin-  Norfolk  A  Western  so  the  latter,  instead  of  being  thrown 
•  -tit  of  the  southeastern  territory,  would  be  put  more  firmly 
Into  it.  They  deplored  the  cutting  up  of 'that  old  Cape  Fear  A 
Yadkin  Valley  between  the  Southern  and  the  Atlantic  Coast  Line 
as  one  of  the  most  disastrous  things,  in  a  commercial  sense,  that 
bad  ever  happened  to  the  old  north  state. 

Before  Mr.  Maxwell  called  his  witnesses  to  the  stand,  Mr. 
Jones  of  Belxonl.  Miss.,  completed  his  plan  for  putting  the  Louis- 
\ille  A  Nashville  Into  the  Yazoo  delta  by  ousting  the  Southern, 
the  first  step  In  which  he  said,  would  be  taking  the  Delta  Southern 
away  from  the  Southern.  The  taking  of  that  road  would  not  be 
enough.  He  said  all  that  east  and  west  line  of  the  Southern. 
clear  over  to  the  point  where  It  touched  the  Atlanta  A  West 
Point,  should  be  taken  from  It  and  given  to  the  Atlantic  Coast 
-Louisville  A  Nashville  system.  That  would  take  from  the 
Southern  what  was  once  known  as  the  Southern  in  Mississippi, 
hut  is  now  known  as  the  Columbus  A  Greenville,  a  property  In 
the  hands  of  a  receiver. 

The  North  Carolina  witnesses  were  W.  G.  Wamble,  secretary 
of  the  North  Carolina  commission;  Burke  Hobgood,  secretary 
of  the  Durham  Chamber  of  Commerce;  J.  L.  Graham,  traffic 
manager  for  the  R.  J.  Reynolds  Tobacco  Company;  C.  G.  Yates. 
traffic  manager  for  the  Vlck  Chemical  Co.;  James  D.  McNeil, 
*~ets*  war  veteran  whose  grandfather  promoted  the  Cape  Fear 
A  Tadkin  Valley,  an  official  of  the  city  of  Fayetteville;  R.  A. 
I'nrsely.  a  lumber  merchant  at  Wilmington  and  speaking  for  the 
Chamber  of  Commerce  of  that  city:  J.  H.  Cowan,  mayor  of  Wil- 
mington and  formerly  collecter  of  customs  there;  and  E.  B. 
.1 -(Tress,  president  of  the  Greensboro  Chamber  of  Commerce  and 
owner  of  the  Greensboro  Daily  News. 

They  supplied  the  customary  data  and  then  argued  that 
It  would  be  a  shame  to  throw  such  an  energetic,  well  managed, 
vigorous  and  compact  system  as  the  Norfolk  A  Western  out  of 
the  state  to  give  Its  branches  to  two  such  overgrown  and  not 
overly  energetic  systems  as  the  Commission  proposed.  They 
said  the  public  Interest  would  be  promoted  by  bringing  competi- 
tion into  the  state  especially  Inasmuch  as  the  hope  and  efforts 
of  North  Carolina  had  been  turned  toward  the  creation  of  a  line 
to  the  trans-Ohio  territory  to  which  the  Norfolk  A  Western  now 
operates  and  in  which  its  Influence,  they  said,  should  be  Increased 
by  assigning  to  It  the  Toledo  ft  Ohio  Central  so  the  new  system 
would  extend  from  Toledo,  O.,  to  Wilmington.  That  thought 
was  phrased  by  Mr.  Graham  who.  with  Mr.  Yates,  presented 
statistics  from  the  point  of  view  of  shippers  who  believe  they 
nre  entitled  to  shorter  lines  to  the  territory  between  the  Buffalo- 
Pittsburgh  line  and  Chicago  than  they  now  have.  Assignment 
of  the  old  Capo  Fear  *  Yadkin  Valley,  they  said,  after  Its  re- 
xtoratlon  by  re-uniting  It  at  Sanford,  N.  C.,  where  It  was  cut 
asunder,  would  do  that  thing,  besides  Injecting  Into  the  state 
an  clement  that  would  cause  the  Atlantic  Coast  Line  to  improve 
its  service.  Mr.  McNeil,  a  captain  in  the  Confederate  army,  said 
the  Cape  Fear  ft  Yadkin  Valley,  to  which  the  communities  and 
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cltliww  of  North  Carolina  had  contributed  hundreds  of  thousands 
from  which  they  never  had  any  return,  was  built  to  serve  as  a 
link  In  a  railroad  from  the  Ohio  river  to  Wilmington. 

In  answer  to  questions  by  Mr.  Hall,  Mr.  Maxwell  said  that 
so  far  as  he  could  see  at  this  time,  all  North  Carolina  or  any 
North  Carolina  railroad  had  to  say,  had  to  be  put  into  the  record 
•t  this  hearing  and  no  other  would  be  needed.  He  said,  or 
course  he  did  not  want  it  understood  that  he  was  saying  no 
further  hearings  would  be  needed.  It  was  conceivable  to  Mm, 
he  said,  that  something  might  come  up  upon  which  either  Norp 
Carolina  or  some  of  the  short  line  railroads  might  desire  to  be 
heard  but  he  said  he  did  not  know  of  anything  at  this  time. 

Commissioner  Hall  then  announced  that  the  hearing  would 
be  adjourned  to  such  time  as  the  Commission  might  appoint 
for  the  taking  of  further  testimony,  if  more  was  to  be  taken. 

RAILROAD  ELEVATORS 

The  Tragic  World  Washington  Bureau 

In  a  report  to  Congress  on  Terminal  Grain  Marketing,  which 
Is  Volume  HI  of  its  report  on  the  Grain  Trade,  the  Federal 
Trade  Commission  recommends  "the  operation  of  public  terminal 
elevators  by  railroad  companies." 

The  Trade  Commission  says  that  "grain  merchandising  on 
the  part  of  operators  of  licensed  public  elevators  appears  to  be 
contrary  to  sound  principles  of  public  warehousing,  leading  to 
dissatisfaction  on  the  part  of  growers  and  millers,  and  to  ill 
feeling  throughout  tfle  grain  trade."  This  situation,  according 
to  the  Trade  Commission,  "gives  to  the  large  elevator  mer- 
chandisers practical  control  of  deliverable  grain  at  the  terminal 
markets,  facilitates  the  manipulation  of  futures,  and  has  doubt- 
less been  at  times  responsible  for  the  failure  of  the  cash  and 
future  market  to  move  in  harmony."  It  is  recommended  that 
the  railroads  be  required  to  operate  elevators  for  the  con- 
venience of  their  shippers.  The  restoration  of  a  normal  situ- 
ation aa  regards  the  use  of  public  storage  in  the  grain  trade 
would,  the  Trade  Commission  asserts,  be  so  generally  bene- 
ficial to  the  trade  and  to  the  public  as  to  justify  such  legis- 
Ition  Discussing  the  recommendation,  the  Trade  Commission 
said: 

It  may  be  objected  to  proposed  remedies  that  the  operation  of 
public  warehouses  by  the  Railroads  in  such  manner  or  at  such 
storage  rates  as  would  restore  the  possibility  of  the  utilization  of 
public  storage  by  cash  grain  handlers  generally  would  involve  a  loss 
to  the  railroads.  This  is  not  a  conclusive  objection  and  may  not 
really  apply  in  the  case  of  railroad  operations.  Railroad  elevators 
are  at  present,  and  In  the  past  have  been  leased  to  their  operators 
at  rentals  often  nominal  and  frequently  Insufficient  to  afford  an 
adequate  return  on  the  investment.  Furthermore,  it  is  not  al  all 
Impossible  that  railroad  elevators  could  be  operated  profitably  at 
Interior  terminals  If  the  storage  rates  were  made  sufficiently  low 
to  enable  cash  handlers  generally  to  employ  these  facilities  in  com- 
petition with  private  elevator  merchandisers.  Adequate  profit  from 
a  purely  storage  and  transfer  elevator  is  chiefly  a  question  of  volume 
of  business.  If  rates  were  sufficiently  low  to  enable  dealers  without 
elevators  to  use  these  facilities,  there  should  be  a  vast  increase  in 
the  quantity  stored  by  grain  handlers  and  a  great  increase  in  the 
degree  of  utilization  of  capacity,  such  as  to  mean  possibly  a  direct 
profit  as  well  as  other  indirect  advantages  to  the  railroads  owning 
the  elevators. 


N.  Y.  C.  &  ST.  L.-L.  E.  W.  CONTRACT 

The  Traffic   World   Washington  Bureau 

Substitution  of  regulations  of  the  Commission  for  the  pro- 
visions of  section  10  of  the  Clayton  anti-trust  act  was  urged 
June  19  before  Examiner  Ray  W.  Clarke  by  W.  A.  Colston,  vice- 
president  of  the  New  York,  Chicago  &  St.  Louis  and  the  Lake 
Erie  ft  Western,  In  support  of  the  joint  application  of  those  two 
roads  seeking  approval  of  a  contract  between  themselves  pro- 
viding for  the  exchange  of  materials,  supplies  and  labor,  and  the 
purchase  or  acquisition  of  materials  and  supplies  on  joint  ac- 
count 

Trie  application  of  the  two  roads  was  filed  under  paragraph 
(2)  of  section  6  of  the  interstate  commerce  act.  Mr.  Colston, 
explaining  his  theory  upon  which  he  believes  the  Commission 
can  take  jurisdiction  of  the  application  under  the  part  of  the 
law  specified,  said  the  Commission  had  authority  under  the 
paragraph  in  question  to  authorize  and  approve  the  acquisition 
by  one  carrier  of  control  of  another  carrier  to  an  indicated  ex- 
tent which  he  outlined  as  follows:  1.  Under  a  lease;  2.  By 
purchase  of  stock;  3.  In  any  other  manner  not  involving  the 
consolidation  of  such  carriers  Into  a  single  system -for  owner- 
ship and  operation. 

"The  present  application,"  said  Mr.  Colston,  "falls  within 
the  third  group,  1.  e.,  It  does  not  contemplate  control  by  lease, 
nor  purchase  of  stock,  but  it  seeks  acquisition  of  control  by  each 
carrier  of  the  supplies,  materials  and  facilities  of  the  other  car- 
rier to  the  extent  necessary  to  provide  for  efficient  and  economical 
operation  of  the  railroads  of  the  two  companies.  The  chief 
purpose  Is  to  relieve  the  carriers  of  section  10  of  the  Clayton 
anti-trust  act  and  from  all  other  restraints,  state  or  federal." 

Mr.  Colston  said  he  was  willing  that  the  Commission  should 
make  the  terms  of  the  agreement  more  strict  than  they  had  been 
drawn  but  that  he  believed  the  law  gave  the  Commission  the 
power  to  approve  such  an  agreement. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul.  Minn, 

Copyright  by  West  Publishing  Co.) 


CARRIAGE   OF   LIVE   STOCK 

Shipper  Cannot  Charge  Carrier  for  Negligence  in  Care  of  Stock 
Shipped  Which   He  Undertook  to  Assume: 
(Appellate  Court  of  Indiana,  Division  No.  2.)     Under  a  live 
stock  shipping  contract  which  provided  the  shipper  should  load 
and  care  for  stock  at  his  sole  risk  and  expense,  though  delayed 
in  transit,  where  he  has'  failed  so  to  do,  he  cannot  charge  the 
carrier  with  negligence  in  so  doing  in  an  action  to  recover  for 
damage  to  the  shipment. — Herran  vs.  Chicago  &  E.  R.  Co.  et  al., 
135  N.  E.  Rep.  253. 

Knowledge  by  Carrier  of  Noncompliance  of  Shipper  with  Pro- 
vision Requiring  Shipper  to  Load  and  Care  for  Stock  Held 
Not  a  Waiver: 

Under  a  live  stock  shipping  contract  which  provided  the 
shipper  should  load  and  care  for  stock  at  his  sole  risk  and  ex- 
pense, though  delayed  in  transit,  the  fact  that  the  carrier  or 
its  agent  knew  the  shipper  would  not  or  did  not  comply  with  this 
provision  cannot  modify  or  waive  the  terms  of  the  contract,  as 
the  carrier  assumed  no  duty  except  of  actual  transportation. — 
Ibid. 

Investigation  and  Rejection  of  Claim  Without  Objection  to  Non- 
compliance  with  Provision  As  to  Time  to  Present  Claim 
Held  Not  a  Waiver  Thereof: 

Investigation  and  rejection  by  a  carrier  of  a  shipper's  claim 
for  damages  to  stock  shipped  without  objecting  to  its  want  of 
verification  did  not  waive  an  express  provision  in  the  contract 
that  no  claim  for  damages  should  be  paid,  unless  made  in  writ- 
ing, verified  by  affidavit  of  the  shipper  or  his  agent,  and  deliv- 
ered at  the  carrier's  office  within  five  days  after  removal  of  the 
stock  from  the  cars. — Ibid. 

Modification  of  Uniform  Contract  for  Interstate  Shipment  or 
Waiver  in  Interest  of  Any  One  Shipper  Held  a  Discrimina- 
tion Void  As  Against  Public  Policy: 

A  uniform  contract,  with  special  provisions  because  of  the 
lower  rate  charged  on  an  interstate  shipment  of  live  stock,  being 
authorized  by  the  Interstate  Commerce  Commission,  any  modifi- 
cation or  waiver  in  the  interest  of  any  one  shipper  constitutes  a 
discrimination,  void  as  against  public  policy. — Ibid. 
Evidence  Held  Not  to  Show  Death  of  Hog  Was  Due  to  Human 
Agency: 

(Supreme  Court  of  Iowa.)     Evidence  held  not  to  show  that 
the  death  of  hog  in  transportation  was  due  to  human  agency. — 
Doty  vs.  Wells  Fargo  &  Co.  Express,  188  N.  W.  Rep.  37. 
Evidence  As  to  Cause  of  Death  of  Hog   in  Transit  Held   Not  to 
Warrant  Submission  of  Cause  to  Jury: 

Where  evidence  shows  that  the  cause  of  death  of  hog  in 
transportation  was  purely  a  matter  of  conjecture,  save  for  expert 
testimony  as  to  sprinkling  water  on  the  floor  of  car,  and  as  to 
manner  of  feeding  and  watering  it,  it  was  held  that  these  mat- 
ters were  matters  of  speculation,  and  the  court  was  not  war- 
ranted in  submitting  the  cause  to  the  jury. — Ibid. 
Mere   Proof  of  Death  of  Animal,  After  Delivery  by  Carrier  and 
Before   End   of  Transportation,   Held    Not  to    Establish    Lia- 
bility: 

Mere  proof  that  an  animal,  consigned  for  shipment,  died 
after  delivery  to  the  carrier  and  before  the  end  of  the  transporta- 
tion, was  not  sufficient  to  establish  liability,  but  the  evidence 
must  go  further  and  show  that  the  loss  was  due  to  human 
agency. — Ibid. 

Rule  as  to  Carrier's  Liability  for  Loss  and  Damage  to  Goods  in 
Transit  Held  to  Apply  to  Live  Stock: 

The  rule  that  a  carrier  is  liable  as  insurer,  for  loss  and  dam- 
age to  goods  while  in  its  hands  for  transportation,  but  is  not 
liable,  in  absence  of  negligence,  for  loss  or  damage  from  natural 
causes  or  inherent  weakness  or  vice  in  the  subject  of  shipment, 
applies  to  a  shipment  of  live  stock. — Ibid. 

Loss  Due  to  Human  Agency  Must  Be  Established,  and  Carrier 
Must  Then  Show  it  Did  Not  Result  from  Negligence,  or 
Was  Due  to  Relay,  Etc.: 

To  recover  against  carrier  for  loss,  it  must  be  established, 
by  a  fair  preponderance,  that  the  loss  was  due  to  human  agency, 
and  the  carrier  to  escape  liability  must  then  show  that,  it  did 
not  result  from  its  negligence,  or  that  it  was  due  only  to  delay 
or  causes  within  the  common-law  exemption  or  a  valid  particular 
limitation.— Ibid. 

BILLS  OF  LADING 

"Bill  of  Lading"  Defined: 

(Supreme  Court,  Trial  Term,  Ulster  County.)  A  "bill  of 
lading"  is  an  agreement  betwen  a  shipper  and  a  carrier  for  a 
consideration  to  deliver  goods  at  a  certain  place  to  a  specified 
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consignee. — Swift   vs.   Davis.   Director-General  of  Railroads  and 

V.  Supp.  848. 

Bill  of  Lading  It  Not  Absolute  in  Its  Negotiability,  But  Remains 
Subject  to  Equities  Revealed  by  Evidence: 
A  bill  of  lading  stands  for  the  goods,  but  is  nut.  like  a  bill 
of  exchange  or  a  promissory  note,  absolute  in   its  negotiability, 
but  remains  always  subject  to  have  the  equities  of  its  transfer 
.tied  by  •  >nd  its  potentiality  as  between   them  de- 

pends on  the  parties'  intention      Ibid. 
Consignor  Retaining  Control  of  Bill  of  Lading  Retains  Title: 

If   the  consignor  retains  control  of  the   bill   of   lading,   the 
jus  disponendi.  th-  mains  in  the  consignor  to  dispose  of 

in  accordance  with  his  will. —  Ibid. 

Effect  of  Sending  Bill  of  Lading  to  Agent  as  Affecting  Carrier's 
Liability  for  Misdelivery  Stated: 

Though  there  was  no  transfer  of  the  property,  but  a  transfer 
of  the  bill  of  lading  by  sending  it  to  an  agent.  It  may  be  inf. 
aa  affecting  the  carrier's  liability  for  misdelivery  or  conversion 
on  a  delivery  to  the  agent  on  surrender  of  the  bill  of  lading 
that  the  purpose  of  such  transfer  with  the  jus  disponendi  was 
to  secure  payment. — Ibid. 

Bills  of  Lading   Held  Transferable  by   Delivery,  so  that  Carrier 
Might  Deliver  Goods  to  Agent  Holding  Same: 
\Vli.  n-    on  an  Interstate  shipment,   straight  bills  of  lading 
were  not  marked  "nonnegotlable."  or  "not  negotiat  -      radi- 

cate  negotiability   pursuant   to    '  i   et 

seq..  and  the  carrier  on  their  surrender  ilt-liver.il  flu-  goods  to 
consignor's  agent,  who  receipted  therefor  In  his  own  n;i 
mack   amendment   to  Interstate  commerce  art.   •• 

sec.  8604a).  and  act  Cong.  AUK    29.  191«.  »ec   29  (i 
rump.  St.,  sec.   86010).   must  be  applied,  and   hmre   bills    . 
transferred  by  delivery  to  the  agent  as  the  statute  provides,  so 
that  the  carrier  wan  justified  In  :  the  goods  to  the 

agent.— Ibid. 

Carrier  Held  Justified  in  Delivering  Goods  to  Consignor's  Agent 
on  Presentation  of  Bills  of  Lading,  Though  Latter  Perpe- 
trated Crime  in  Obtaining  Possession  Thereof: 

.irrler  was  justified  in  <!•  I:-.  •  run:  goods  to  the  consignor's 
agent,  though  he  obtained  possession  <>!  the  bills  of  lading  by  a 
falx-  r  goods,  Intending  to  appropriate  them  to  his  own 

use,  and  as  In   perpetrating  a   •  talned  no  title  to   the 

bills  by  delivery.  since  the  consignor  Is  estopped  by  the  use 
made  of  the  bills,  because  possession  thereof  was  not  against 
his  will,  and  as  one  of  two  innocent  parties  suffering  a  Ions  be 
enabled  the  fraud  to  be  committed. — Ibid. 

Factor  Consignee  in  Straight  Bill  of  Lading  with  Draft  Attached, 
to  Whom  Shipment  Delivered  Without  Presentation,  Held 
to  Have  No  Right  to  Sell  and  Apply  Proceeds  After  Notice 
of  Transfer: 

-t   of   Appeals.   Second    Circuit.)     \V!  •  •-•    con- 
signor in  straight  bill  of  lading  for  Interstate  shipment  obt:< 
loan  on  security  of  shipment,  and  delivered  to  bank  its  draft 
drawn  on  factor  consignee  for  the  amount  of  the  loan,  the  legal 
title  to  the  bill  of  lading  passed  to  the  bank,  and  though 
carrier  properly  <!  ii|.tn.  tit   to  the  consignee  with- 

out presentation  of  the  bill  of  lading,  such  consign*-*-,  after  it  had 
notice  that  the  bill  of  lading  and  draft  accompanying  it  had  been 
transferred  to  the  bank,  had  no  right  to  make  a  sale  and  apply 
the  proceeds  on  the  Indebtedness  due  it  by  the  consignor  with- 
out paying  the  draft,  under  act  Conn.  Aug.  29.  191" 
sec.  2.  3.  29.  and  32  (Comp.  -  8604pp). 

•  orge  F.  Hlnrlcb*.  Inc.,  rs.  Standard  Trust  ft  Savings  Bank, 

Presentation  of  Bill  of  Lading  with  Draft  Attached  Sufficient 
Notice  of  Right  of  Holder: 

•  re  straight   bill   of  lading  of   interstate   shipment   and 
draft  were  discounted  with  a  bank,  presentation  to  factor  con- 
signee of  the  draft   with   bill  of  lading  attached   was  sufficient 
.  on-urr..  •  he  bank  to  be  paid  out 

of  a  sale  of  the  shipment,  under  :.  Aug.  29,  1916.  c.  415. 

2.  3.  29.  32.   (Comp.  St..  sec.  8604a.  810 '  8604pp). 


8ILVERTON  LINE  ABANDONMENT 

The  Silverton  Railway  C'o.  has  been  authorized  by  the  Com- 
mission to  abandon,  a.-  ;xn  commerce.  Its 
narrow  K»u£i  -allroad  from  '<>ker  Tunnel. 
'llstance  of  15.5  miles.  The  line  was  <  I  In  1887 
and  1fr!»  mining  Indus' 
in  the  iSt.i  Maintain  mining  di-  -iy  asserted  i! 
had  opernted  the  line  at  a  loss  for  the  last  12  or  !.">  years  In  l!i>> 
hope  th:r  'listrlct  would  improve,  but  that  those 

•  *   had  r.  alized.     The  Commission  said  t1 

iliil  nut  afford  any  assurance  as  to  when,  if  ever,  sufficient  traf- 

•  ould   hf  developed   to  pay  operating  expenses.     The  Public 

'irado  ask'  il  of  the  prm  • 

.Isslon  did  not  have  jurisdiction, 
•-•ntlon  was  overru'i  n  of  the  Supi  • 

•t  in   the  Texas  vs.  Kastern  Texas  case  1"  -1   in  sup- 

port of  the  Commission's  finding. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

Digests  taken  from  Reporters  and    Digest!  of  National   Reporter 
System.  Published  by  West  Publishing  Co..  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Jettison  of  Part  of  Cargo   Is  "Peril  of  the  Seas": 

(Circuit  Court  of  Appeals,  Third  Circuit.)  The  necessary 
jettison  of  a  part  of  the  cargo  to  save  the  ship  and  the  rest  ot 
ar.uo  from  imminent  danger  is  one  of  the  perils  of  the  seas, 
within  a  clause  of  the  bill  of  lading  excepting  liability  for  such 
peril.*.- -The  Mary  F.  Barrett,  279  Fed.  Rep.  329. 
Essentials  for  General  Average  Contribution  Stated: 

The  throo  requirements  to  make  jettison  of  part  of  cargo  a 
proper   basis   on   which   to   claim   general   average   contribution 
.1  common  imminent  peril,  a  voluntary  sacrifice,  and  a  suc- 
ul  termination,  and  the  right  to  such  contribution  does  not 
nd  upon  any  question  of  negligence,  but  is  established  by 
the  law  itself.— Ibid. 
Master  Is  Agent  of  Cargo  Owner  in  Jettisoning  Part  of  It: 

The  master  of  a  ship  which  is  in  imminent  peril  is  the  agent, 
not  only  of  the  ship,  but  of  the  owners  of  the  cargo,  with  author- 
ity to  decide  what  part  of  the  cargo  should  be  jettisoned  and 
to  give  the  owners'  consent  to  such  jettisoning,  so  as  to  establish 
the  voluntary  sacrifice  by  the  owner,  which  is  one  of  the  essen- 

to  a  right  to  general  average  contribution. — Ibid. 
Saved  Cargo   Is   Liable  to  General   Average  for  Jettison   Neces- 
sitated  by   Negligent   Navigation: 

The  portion  of  the  cargo  which  was  saved  by  jettison  of  the 
is  liable  for  general  average  contribution  to  that  portion  of 
the  cargo  lost,  even  though  the  Jettison  was  made  necessary  by 
tli.-  i  navigation  of  the  vessel.     Ibid. 

Negligent  Navigation  Does  Not  Impose  on  Vessel  Liability  of 
Saved  Cargo  for  General  Average;  "Responsible:" 
The  fact  that  the  Imminent  peril  which  necessitated  the 
jettison  of  part  of  the  cargo  was  occasioned  by  the  negligent 
navigation  of  the  vessel  does  not  entitle  the  saved  cargo  to 
have  transferred  to  the  vessel  Its  liability  to  the  lost  cargo  for 
general  average  contribution,  since,  within  Harter  act,  sec.  3 
(Comp.  St..  sec.  8031),  providing  that  a  vessel  shall  not  be  re- 
sponsible for  errors  In  navigation,  the  term  "responsible"  means 
answerable,  legally  or  morally,  for  the  discharge  of  a  duty,  trust, 
or  other  obli.  •  ountable,  and  to  charge  the  vessel  with 

liability  for  such  general  average  contribution  would  make  It 
responsible  for  wh:<t  the  Harter  act  stated  It  should  not  be  held 
responsible. — Ibid. 

To  Make  Negligent  Navigation  a  Defense  to  Contribution  in 
General  Average  by  the  Saved  Cargo  Would  Destroy  Mas- 
ter's Impartiality: 

'lie  that.   If  the  imminent    peril   which  necessitated   the 
Jettison  of  part  of  the  cargo  resulted  from  negligent  navigation, 
the  liability  of  the  saved   cargo   to  the  lost   cargo  for  general 
contribution  should  be  transferred  16  the  vessel,  would 
:oy  the  impartiality  of  the  master  in  determining  the  neces- 
sity of  jettisoning  part  of  the  cargo  and  the  selection  of  the 
portion   to  be  :      Ibid. 

Share  of  Master  in   Vessel   Is   Liable  for  Errors  in   Navigation: 
A  share  In  a  vessel  owned  by  the  master  Is  liable  to  the 
cargg  for  jettison  of  a  portion  thereof,  made  necessary  by  the 
BlUMr  s  errors  in  navigation. — Ibid. 
Charter  Carries  Implied  Warranty  of  Seaworthiness: 

(Circuit  Court  of  Appeals.  Third  Circuit.)  A  charter  car- 
ries an  Implied  warranty  of  seaworthiness,  unless  limited  by 
the  terms  of  the  charter  party. — The  John  Twohy,  Cummins  et 
al.  vs.  T.  M.  Ihiche  &  Sons.  Limited,  279  Fed.  Rep.  343. 
Burden  of  Proof  on  Shipowner  to  Prove  Seaworthiness  and 
that  Loss  Was  by  Perils  of  the  Sea: 

In  a  suit  for  damage  to  cargo,  the  burden  rests  on  the  ship- 
owner to  prove  seaworthiness  of  the  vessel  at  the  beginning  of 
the  viiv.-ice  ;md  also  to  sustain  the  defense  that  the  damage  was 
causeil  in  perils  of  the  sea,  within  the  exception  of  the  charter 
parly  or  bill  of  lading.— Ibid. 

Excessive  Leaking  of  Ship  Warrants  Inference  of  Unseaworthi- 
ness: 

Where  damage  to  cargo  WHS  caused  by  excessive  leakage  of 
Hi"  ship,  evidence  that  she  did  not  encounter  unusual  weather 
conditions,  in  the  absence  of  other  explanations,  warrants  the 
inference  that  she  was  unseaworthy  at  the  beginning  of  the  voy- 

Ibid. 
Bill   of  Lading   Prima   Facie   Evidence  of  Quantity   Received: 

A  bill  of  lading  In  prlma  facie,  but  not  conclusive,  evidence 
of  the-  quantity  received,   and    in   a  suit  for  short  delivery   the 
burden  rests  on  the  ship  to  satisfy  the  court  that  she  delivered 
all  that  was  re«  i\>-i|      Ibid. 
Ship  Held  Liable  for  Short  Delivery  of  Cargo: 

Evidence   held   Insufficient   to  show  incorrectness  of  a  bill 
of  lading  as  to  quantity,  set  tip  as  a  defense  to  a  suit  for  short 
ry.— Ibid. 
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SUBSIDY  BILL  POSTPONED 

The  Traffic   World  Washington  Bureau 

Confident  that  the  ship  subsidy  bill  will  be  "unfailing  in  its 
.  sober  judgment  of  the  American  people,"  President 

Harding  acquiesced  this  week  in  the  proposal  of  House  leaders 
to  defer  action  on  the  bill  until  the  members  of  the  House  return 
from  honu-  t"  consider  the  tariff  bill. 

President  Harding,  in  his  conference  with  newspapermen 
June  20,  cave  permission  to  the  press  to  quote  him  as  to  his  be- 
lief that  the  American  people  would  back  the  subsidy  bill. 

With  that  conviction  in  mind,  it  was  said,  the  President 
willingly  agreed  to  temporary  postponement  of  consideration  of 
the  bill  in  order  that  tin-  members  might  go  to  their  constit- 
uents ;md  learn  their  viewpoint.  It  was  said  that  the  Presi- 
dent was  pleased  with  the  suggestion  carried  to  him  last  week 
by  Chairman  Campbell  of  the  rules  committee  regarding  post- 
ponement, because  the  government  did  not  wish  to  force  legis- 
lation that  was  not  acceptable  to  the  people,  and  the  postpone- 
ment would  enable  the  congressmen  to  get  in  touch  with  the 
people  on  the  subject. 

It  was  emphasized,  however,  that,  in  agreeing  to  the  post- 
ponement, the  President  did  not  change  his  position  with  re- 
gard to  demanding  action  at  this  session  of  Congress.  It  is 
the  White  House  view  that  it  is  of  vital  importance  to  have  the 
ship  subsidy  question  settled  at  the  present  session. 

The  House  plans  to  begin  three-day  recesses  about  July  1 
for  a  month  or  six  weeks,  or  at  least  until  the  Senate  passes 
the  tariff  bill  and  that  measure  is  ready  for  conference.  Th« 
effect  of  the  proposed  recesses  is  an  adjournment  of  the  House, 
because  'no  business  •will  be  transacted  while  they  are  in  progress. 
In  the  meantime  the  House  members  will  go  home  and  sound 
out  their  constituents  on  the  subsidy  and  other  questions.  If 
a  majority  should  return  with  the  idea  that  their  constituents 
do  not  want  a  subsidy,  it  is  evident  that  the  President  would  have 
a  more  difficult  job  than  ever  to  get  the  House  to  take  up  the  bill 
before  the  fall  elections.  On  the  other  hand  if  sentiment  appears 
to  be  in  favor  of  the  legislation,  the  bill  in  all  probability  will 
be  taken  up  without  delay  after  the  recesses. 

The  White  House  has  been  silent  on  the  situation  developed 
by  the  admission  of  Chairman  Lasker  that  liquor  is  sold  on 
Shipping  Board  vessels. 

Harding's  Letter  to   Mondell 

The  President's  views  on  the  situation  were  formally  ex- 
pressed in  the  following  letter  to  Representative  Mondell,  Re- 
publican House  leader,  made  public  late  June  20: 

You  have  been  advised  by  those  who  have  discussed  the  matter 
with  me  in  personal  interview  that  I  am  in  complete  accord  with 
the  opinion  of  leaders  among  the  majority  in  the  House  that  the 
final  consideration  of  the  Merchant  Marine  Bill  in  the  House,  might 
well  be  postponed  until  approximately  such  time  as  House  Members 
will  be  called  In  active  attendance  to  send  the  tariff  bill  to  con- 
ference. I  am  writing  to  give  formal  confirmation,  and  to  express 
the  satisfaction  with  which  I  contemplate  having  this  measure  taken 
directly  by  members  to  their  constituencies  for  such  reaction  as  will 
enable  them  to  translate  the  deliberate  preference  of  the  country  into 
a  national  policy  fixed  by  law. 

If  it  were  practical  to  secure  final  action  on  a  measure  of  such 
importance  in  the  sixty  actual  working  days  of  the  short  term  of 
< 'undress.  I  would  gladly  postpone  action  until  after  the  general 

sions,   and  ask   a  renewed  expression  of  the  people   at   the   polls. 

Unfortunately  for  such  a  program,  the  national  interests  will  not 
admit  of  such  postponement,  and  I  should  feel  myself  remiss  in  a 
public  duty  if  I  did  not  ask  a  decision  before  the  present  session  Is 
finally  ended. 

There  was  an  expression  of  the  popular  mind  in  1920.  The  party 
now  charged  with  responsibility  spoke  in  no  uncertain  terms  about 
the  "promotion  and  maintenance  of  an  American  Merchant  Marine." 
The  question  was  not  made  paramount,  but  the  pledge  was  cove- 
nanted, and  It  was  well  understood,  because  the  people  knew  in  a 
very  general  way  that  vast  tonnage  in  shipping  was  a  government 
possession  as  the  result  of  war  activities,  and  a  practical  govern- 
ment must  turn  this  one  war  asset  to  permanent,  peace-time  ad- 
vantage. Literally  we  have  a  Merchant  Marine,  poorly  balanced, 
because  the  war  construction  was  emergency  construction,  building 
anything  and  everything  we  could,  at  any  cost,  without  serious 
thought  of  its  possibilities  In  the  sea  service  of  peace.  Moreover, 
It  Is  largely  government-owned,  operated  at  a  loss  to  the  government 

sury.  In  spite  of  every  drive  toward  economy,  In  spite  of  sus- 
pended service  and  the  cancellation  of  contracts  for  operation  In 
HIM  government's  behalf.  In  spite  of  radical  reformation  in  the  gov- 
ernment's shipping  jirtlvltii-n.  and  suspended  lines  much  sought  by 
American  commercial  interests,  the  plain,  blunt  truth  is  that  gov- 
ernment shipping  has  cost  tin-  treasury  more  than  a  fifty  million 
dollars  loss  during  the  fiscal  year  now  closing.  This  does  not  include 
depreciation  or  deterioration,  running  Into  millions  more  and  we 
have  a  practical  problem  which  can  not  be  ignored  by  either  the 

utlve  or  legislative  branch  of  the  government,  or  by  the  American 
people,  of  every  section,  who  must  supply  the  treasury  funds 

Perhaps  this  venture  In  government  pursuit  of  what  ought  to 
be  a  private  business  would  be  looked  upon  with  complacency  if  we 
were  nuking  even  a  slight  degree  of  progress  toward  a  permanent 
and  efficient  merchant  marine.  But  we  are  not  succeeding  The 
vital  element  of  private  Initiative  and  genius  for  business  success 
In  lacking  and  our  inefficient  activities  are  discouraging  and  <i 
heartenng  the  few  who  have  sought  to  establish  shipping  lines  on 
private  account.  There  Is  no  fault  to  be  charged  to  the  Shipping 
Board  as  It  la  now  organized.  Losses  aggregating  sixteen  minions 
a  month  have  been  reduced  to  substantially  one-fourth  that  sum 
Tho  remainder  is  not  a  criticism  of  what  had  developed  out  of  war 
service  and  war  construction.  Our  first  thought  then  was  national 
There  was  war  Inflation  and  the  excesses  In  commerce  In 
the  Immediate  aftermath.  Then  there  came  to  shipping  a  slump 
beyond  oil  comparison  with  other  activities.  Our  ships  costing  three 


billions  suddenly  became  worth  only  a  fraction  thereof,  and  there 
was  no  market  in  which  to  sell  at  any  price.  Profitable  operation 
turned  to  shocking  deficits,  and  only  drastic  curtailment  of  activities 
saved  us  from  the  astounding  losses  which  were  ensuing  when  the 
present  board  was  organized. 

We  have,  therefore,  two  outstanding  problems  which  must  be 
in  tin  solution  of  which  Congress  must  share  the  responsibility, 
and  regarding  which  there  can  be  but  one  opinion  when  our  people 
are  acquainted  with  the  facts.  One  is  the  handling  of  our  shipping 
assets  to  the  highest  advantage,  without  continued  loss  to  the  public 
treasury.  The  other  is  the  establishment  of  an  efficient  Merchant 
Marine,  when  opportunity  is  beckoning  as  never  before,  as  an  agency 
of  commerce  and  an  avenue  to  Influence  in  peace,  and  an  indispensable 
element  of  defense  if  we  are  again  involved  in  war.  No  argument 
Is  needed  on  the  last  essential  other  than  the  reminder  that  we  builded 
our  vast  tonnage  as  a  war  necessity,  and  no  one  thought  to  complain 
of  the  excessive  cost  or  the  ultimate  accounting. 

The  question  is  not  to  be  prejudiced  by  the  old  and  worn-out 
cry  against  subsidy.  If  there  is  insistent  use  of  a  term  so  long  em- 
ployed to  awaken  a  public  hostility,  let  it  be  known  that  we  are 
subsidizing  today  by  paying  losses  aggregating  fifty  millinos  a  year, 
for  inadequate  service  of  no  permanence  while  the  pending  meas- 
ure contemplates  no  such  outlay,  and  is  paid  only  for  specified  service 
which  is  the  base  of  a  Merchant  Marine  fit  to  compete  with  the 
maritime  powers  of  the  world.  Moreover,  the  term  subsidy,  implying 
bestowal  upon  special  interests,  can  no  longer  be  applied  to  a  public 
service  where  the  aid  is  extended  only  until  a  normal  earning  is  de- 
ve'-iped,  and  must  be  returned  after  the  earnings  reach  a  ten  per 
cent  return  on  actual  investment,  certified  under  government  audits. 
All  this  the  pending  measure  provides. 

The  larger  question  is  that  of  national  policy  in  availing  our- 
selves of  our  tonnage  and  the  present  opportunity  to  establish  a 
great  American  Merchant  Marine.  If  we  are  to  think  of  only  a  self- 
contained  republic,  aloof  from  the  world,  perhaps  we  may  go  on 
depending  upon  our  competitors  for  our  carriers  by  sea.  But  such 
a  course  challenges  every  aspiration  and  narrows  our  vision.  No 
nation  ever  has  mantained  enduring  prominence  or  abiding  good 
fortune  except  in  proportion  to  its  eminence  on  the  seas.  It  is 
the  unvarying  story  of  national  power  and  influence  throughout  all 
civilization.  The  rare  development  of  our  own  land  in  a  century  and 
a  half  of  national  life  is  no  contradiction,  because  we  were  boundless 
in  our  untouched  resources  until  now,  and  even  with  them,  we  felt 
the  impetus  of  our  sea-carrying  power  until  steam  and  oil  super- 
seded the  sails  which  whitened  the  seas. 

In  the  new  order  of  the  world  we  shall  no  longer  be  self-con- 
tained, but  in  shipping  we  must  become  self-reliant.  We  ask  no  favors, 
but  we  do  believe  in  Ameircan  genius  and  capacity  under  equal  op- 
portunity. It  does  not  become  us  to  go  on  paying  shipping  tolls  to 
the  world,  when  our  righteous  purposes  in  trade  are  better  pro- 
moted by  serving  ourselves  in  making  our  tenders  in  the  marts  of  the 
world. 

At  the  risk  of  excessive  length,  let  me  point  out  what  I  believe 
to  be  a  well-screened  source  of  opposition  to  an  outstanding  and 
confident  American  course  in  this  matter.  No  well  developed  mari- 
time power  of  the  old  world  is  craving  the  development  of  our  ship- 
ping. We  can  not  complain  there  at.  I  confess  an  admiration  for 
the  national  spirit  which  always  thinks  of  the  interests  of  the 
home-land  first.  I  crave  its  manifestation  here  at  home  in  solving 
this  problem.  Other  nations  know  the  value  of  sea-carrying  as  an 
adjunct  of  trade,  and  the  individual  discouragement  abroad  to  our 
worthy  aims — a  discouragement  aften  insidiously  disseminated  here — 
ought  to  argue  an  American  interest  no  longer  to  be  ignored. 

I  have  not  attempted  to  argue  the  merits  of  the  pending  bill 
in  detail.  I  do  hope  to  have  members  convey  to  agricultural  mining 
and.  industrial  constituencies  the  relation  of  future  shipping  and 
foreign  trade  to  the  maintained  good  fortunes  in  their  pursuits  and 
stress  the  fact  that  now,  if  ever,  with  ships  ready  for  cargoes  and 
crews,  our  people  must  take  their  place  on  the  seas,  or  surrender 
every  such  aspiration,  and  liquidate,  at  whatever  price  is  necessary 
the  assets  at  our  command.  Even  if  we  mistakenly  assent  to  liqui- 
?£te>  J-,,am  ,we11  Pervaded  that  the  favoring  policy  contemplated  in 
this  bill  will  save  hundreds  of  millions  in  that  liquidation  The 
rightful  course  concerns  our  immediate  good  fortune,  and  has  in- 
finitely more  to  do  with  the  fortunes  and  the  prestige  of  the  greater 
republic  which  is  ever  in  the  making. 

Frankly,  I  feel  deeply  the  responsibility.  I  think  it  a  national 
calamity  to  fail  in  the  waiting  opportunity.  I  can  not  but  believe 
the  American  people  will  be  in  accord.  If  they  appraise  the  immediate 
problem  in  the  continuation  of  losing  millions  through  our  present 
operations,  and  sense  the  situation  as  it  relates  to  the  American  fu- 
ture, I  believe  congressmen  will  return  from  the  contact  with  the 
people  at  home,  confident  that  the  Merchant  Marine  bill  is  no  less 
appealing  than  relief  to  agriculture  in  distress,  or  to  railroads  is 
their  necessity.  It  is  not  in  my  mind  to  appeal  In  behalf  of  a  special 
interest  in  America.  I  confidently  believe  that  if  you  and  your  as- 
sociates will  take  the  problem  to  the  people  at  home  you  will  en- 
counter a  very  favorable  reaction  on  a  patriotic  interest  which  con- 
forour*ut  '  consPic"°"sly  today,  and  of  greater  consequence 

Debate   in   Congress 

Submission  to  the  House  this  -week  of  the  President's  letter 
on  the  ship  subsidy  bill  by  Representative  Mondell  resulted  in 
debate  for  and  against  the  administration's  merchant  marine 
bill. 

Representative  Byrnes  of  South  Carolina,  opening  the  at- 
tack, declared  that  the  President  would  have  to  do  more  than 
he  had  done  in  the  letter  "before  he  can  cause  such  a  change  of 
the  views  of  the  people  of  this  country  as  will  reverse  the  atti- 
tude of  the  members  of  the  House  on  the  ship  subsidy  question." 
He  charged  that  the  Shipping  Board  had  an  advertising  fund  of 
$1,715,000  and  asked  whether  the  members  knew  that  when  they 
voted  that  fund  "that  the  Shipping  Board,  under  the  direction 
of  the  gentleman  who  is  influencing  the  attitude  of  the  President 
in  this  matter,  Mr.  Lasker,  was  going  to  spend  that  fund  in 
advertising  in  foreign  newspapers  the  fact  that  alcoholic  liquors 
were  for  sale  on  ships  flying  the  American  flag,  while  failing 
to  do  so  in  the  newspapers  of  the  United  States,  thus  deceiving 
the  people  of  the  country  as  to  what  was  actually  occurring  on 
board  the  ships  of  the  United  States  government."  He  said 
he  hoped  the  members  who  voted  for  the  fund  would  tell  their 
constituents  about  that  situation. 

Relative  to  advertising  the  sale  of  liquor  on  Shipping  Board 
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vessels  in  the  foreign  press.  Chairman  Lasker  said  recently 
he  bad  had  that  stopped  when  It  was  brought  to  his  attention. 

Complimenting  the  President  on  his  letter,  Mr.  Mondell  said 
he  had  not  anticipated  that  "it  was  going  to  strike  so  deep  or 
so  seriously  interfere  with  the  peace  of  mind  on  the  Democratic 
side  as  it  seems  to  have  done." 

Mr.  Mondell  criticised  the  remarks  of  Mr.  Byrnes  as  Inac- 
curate and  cited  as  an  illustration  a  statement  by  the  latter  that 
the  Republicans  had  guaranteed  returns  to  the  railroads.  He 
charged  "wanton  waste  and  extravagance"  in  the  operation  of 
the  merchant  fleet  under  the  Democratic  administration.  He 
declared  that  the  Republicans  would  see  to  it  that  American 
ships  were  not  driven  from  the  seas  and  that  "our  flag  floats 
from  merchant  ships  in  all  the  seven  sea*  and  wherever  men 
carry  on  trade  and  commerce." 

Representative  Mann,  of  Illinois,  said  the  greatest  question 
before  the  people  today  was  whether  we  should  abandon  our 
merchant  marine  or  attempt  to  maintain  a  merchant  marine, 
and  if  so,  upon  what  terms.  He  said  Congress  should  give 
the  people  legislation  that  would  provide  "that  when  war  comes 
again  we  shall  not  be  called  upon  again  to  spend  waatefully 
three  or  four  billions  of  dollars  In  attempting  to  provide  for 
transportation  which  is  not  ready  until  the  war  Is  over."  He 
advised  the  members  not  to  pay  too  much  attention  to  the 
gentlemen  "seeking  to  point  out  flyspecks." 

In  response  to  attacks  by  Democratic  members,  Mr.  "Mondell 
said  he  was  not  speaking  of  criminal  prosecution  with  reference 
•lie  past  waste  and  extravagance  In  the  management  of  the 
Shipping  Board  but  that  he  was  talking  about  "willful,  wicked 
waste,  most  of  It  carried  on  under  the  order*  of  the  Administra- 
tion, and  therefore  not  punishable  as  a  crime. ' 

Ship   Subsidy   and    Liquor 

A  proposal  that  action  on  the  ship  subsidy  bill  be  postponed 
until  the  Senate  has  acted  on  the  tariff  bill  was  submitted  to 
President  Harding  June  17  by  Chairman  Campbell,  of  the  House 
committee  on  rules,  after  a  conference  between  member*  of  the 
rules  committee  and  the  Republican  steering  committee.  It  was 
expected  that  the  outcome  of  the  situation  would  be  that  there 
would  be  no  effort  to  force  action  on  the  bill  for  the  next  month 
or  six  week*.  Some  saw  In  the  move  to  postpone  action  the 
first  step  toward  deferring  consideration  of  the  bill  until  the 
next  session  of  Congress. 

The  charges  relative  to  the  sale  of  Intoxicating  liquor  on 
Shipping  Board  vessel*  and  the  admission  of  Chairman  Lasker 
that  liquor  waa  being  sold  on  those  vessels  put  in  the  bands  of 
the  Republican  leaders  in  Congress  who  were  lukewarm  on  the 
subsidy  bill  a  strong  argument  for  deferring  consideration  at 
least  until  the  storm  created  by  the  liquor  charges  had  died 
down  a  bit.  F»rrlnc  a  vote  on  the  bill  in  the  next  week  or  so. 
It  was  pointed  out.  would  add  to  the  storm  and  possibly  result  in 
defeat  of  the  administration  subsidy  program. 

Announcement  was  made  by  Chairman  Campbell  that  the 
rules  committee  would  not  take  up  this  week  consideration  of  a 
rule  for  the  ship  .subsidy  bill  a*  practically  requested  by  Presi- 
dent Harding  In  his  letter  to  the  chairman  which  was  made  pub- 
lic last  week.  Chairman  Greene,  of  the  House  committee  on 
merchant  marine  and  fisheries,  however.  Introduced  a  resolution 
providing  for  a  rule  under  which  the  bill  might  be  handled  when 
It  was  taken  up.  Under  the  Greene  proposal,  there  would  be  10 
hours  of  general  debate  and  then  consideration  of  the  bill  under 
the  five-minute  rule.  It  would  Also  provide  that  no  provisions  of 
the  bill  or  amendment*  offered  By  "the  merchant  marine  com- 
mittee could  be  made  subject  to  points  of  order  to  protect  pro- 
visions In  the  bill  over  which  committees  other  than  the  mer- 
chant marine  committee  have  Jurisdiction. 

Treasury  Department   Ruling 

The  Treasury  Department  ha*  issued  T.  D.  3350.  relating  to 
the  transportation  of  liquor  In  bond  through  American  territory, 
pursuant  to  an  opinion  of  Acting  Attorney-General  Nebeker, 
dated  February  4.  1921,  affirmed  by  Attorney-General  Daughtery. 
June  30.  1921.  and  the  decision  of  the  Supreme  Court  in  Orogan 
vs.  Walker  and  the  Anchor  Line  vs.  Aldrldge,  rendered  May  16, 
Ml 

Two  of  the  material  paragraphs  of  the  decision  follow: 

It  I*  unlawful  to  transport  liquor  for  beverage  purpoMi.  Including 

In   trnnull  dhlpnu-nt   from  one  foreign  country  to  the  game  or  another 

•r  through   American   territory,   either  by   land  or 

water,  and  rvn  though  the  Honor  he  not  landed  In  thla  country,  and 
••I    In  or   through    American   territory,   will   tw 
•I  the  penuma  transporting  It  milijrct  to  prosecu- 
tion.    No  permit  for  nurh  trannportatlon  ran  he  Indued. 

ra    properly    Hated    aa   ae»-«torea    and    liquor*    ahown    hy    the 

•hipping  paper*  and  veMel's  manlf»«t  to  t>«  nnd  actually  <lc.«tine<l  to  a 

and    going    forward    on    the    name    vr«n«l    ax    that    on 

which   they  arrived.   are   excepted    from   the   i>mvlalon»  of   thin  section 

•M  vlll  he  (ubjert  only  to  runtoma  regulations. 

Other  parts  of  the  decision  relate  to  shipment  of  liquor  for 
non-beverage  purpose*  on  permit. 

Official*  of  the  prohibition  unit  of  the  Treasury  Department 
construed  the  decision  a*  permitting  vessels  to  sell  liquor  out- 
side the  three-mile  limit  and  to  possess  liquor  inside  the  three- 
mile  limit  when  properly  listed  a*  sea-stores.  It  was  said  the 


decision  had  been  prepared  before  the  controversy  over  sale  of 
liquor  on  Shipping  Board  vessels  arose.  The  decision  showed 
that  it  was  approved  by  Secretary  Mellon  June  15,  however.  It 
was  made  public  late  June  16. 

Representative  Edmonds,  of  Pennsylvania,  who  had  an  im- 
portant part  in  the  drafting  of  the  ship  subsidy  bill,  introduced 
a  bill  June  17  to  prevent  the  entering  into  ports  of  the  United 
States  of  vessels  on  which  intoxicating  liquors  are  sold.  The 
bill  provides  that  "no  merchant  vessel,  whether  foreign  or  do- 
mestic, shall  enter  waters  within  the  territorial  jurisdiction  of 
the  United  States,  its  territories  or  possessions,  during  any  voy- 
age, if  the  person  in  charge  of  such  vessel  has  sold,  given  away, 
or  otherwise  furnished  intoxicating  liquors  for  beverage  pur- 
poses, or  has  suffered,  allowed,  or  permitted  intoxicating  liquors 
to  be  sold,  given  away,  or  furnished  upon  such  vessel  during 
such  voyage  or  during  the  last  voyage  prior  thereto  upon  which 
the  vessel  touched  at  a  port  of  the  United  States,  its  territories 
or  possessions."  The  bill  provides  a  penalty  of  $10,000  for  viola- 
tion thereof. 

It  is  understood  that  the  bill  will  not  be  pressed  for  passage 
unless  an  amendment  to  the  subsidy  bill  forbidding  sale  of  liquor 
on  American  ships  is  urged. 

The  board  of  temperance,  prohibition  and  public  morals  of 
the  Methodist  Episcopal  Church  Issued  statement  reproducing 
a  letter 'under  date  of  November  18,  1921,  written  by  D.  E. 
Hruudage,  then  advertising  manager  of  the  Emergency  Fleet 
Corporation,  in  which  he  said  he  had  never  known  of  liquor 
being  sold  on  Shipping  Board  vessels,  but  that  he  did  know 
that  "the  sale  of  liquor  on  these  vessels  would  be  absolutely  con- 
trary to  the  policy  of  the  Shipping  Board  and  the  instructions 
that  the  Shipping  Board  has  given  the  operators."  Chairman 
Lasker  said  in  his  letter  to  Adolphus  Busch  III  that  he  had  ob- 
tained the  opinion  of  bis  general  counsel  in  July,  1921,  as  to  the 
legality  of  selling  liquor  on  Shipping  Board  vessels. 

"I  notice  that  Mr.  Lasker  of  the  Shipping  Board  says  you 
cannot  run  a  ship  without  liquor,"  said  Senator  Caraway  in  a 
speech  discussing  the  Busch  charges  and  the  Lasker  reply.  "I 
should  like  to  remind  him  that  you  cannot  run  a  blind  tiger 
without  liquor  either. 

"It  is  a  shameful  violation  of  the  law  to  permit  this  open, 
flagrant  running  of  saloons  under  the  guise  of  running  ships.  I 
hope  that  before  there  la  brought  before  the  Congress  for  Its 
consideration  a  ship  subsidy  bill  these  men  will  be  dissuaded 
from  asking  us  to  vote  away  $100,000,000  a  year  to  enable  peo- 
ple to  run  saloons." 

Shipping  Board  Propaganda 

Senator  King,  of  Utah,  criticised  Shipping  Board  officials 
for  "carrying  on  a  vigorous  propaganda  to  force  public  opinion 
to  put  through  the  bill  formulated  by  Mr.  Lasker  and  his  aids 
and  associates." 

"I  think  it  has  become  a  public  scandal  the  manner  in  which 
some  executive  officials  spend  their  time  in  writing,  in  crusading, 
in  engaging  In  various  activities  throughout  the  country  to  drive 
through  policies  which  some  executive  department  or  agency 
desires  and  which  will  Increase  their  authority,  augment  their 
power,  and  multiply  the  number  of  federal  employes,"  said  the 
senator.  "Mr.  Lasker  is  now  engaged  In  the  pleasing  task  of 
writing  articles  In  favor  of  a  ship  subsidy,  and  we  are  told  that 
others  connected  with  the  Shipping  Board  are  giving  some  of 
their  time  to  the  task  of  converting  the  American  people  to  the 
beauties  of  a  ship  subsidy.  Who  appointed  them  and  paid  them 
to  carry  on  a  propaganda  in  favor  of  a  policy  to  which  a  large 
number  of  the  American  people  are  opposed?  Mr.  Lasker  was 

appointed  to  the  position  which  he  occupies  in  order  to  be 
a  missionary  In  favor  of  a  ship-subsidy  scheme  which  will  further 
tax  the  American  people.  I  respectfully  submit  that  he  is  sub- 
ject to  criticism  because  of  his  partisan  efforts  and  persistent 
seal  to  secure  a  ship  subsidy  of  millions  of  dollars  annually." 

Representative  Cooper,  of  Ohio,  declared  the  sale  of  liquor 
on  Shipping  Board  vessels  justified  the  charge  that  "Uncle  Sam" 
1*  engaged  in  bootlegging. 

"No  one  will  deny  that  the  lawbreaker  and  the  bootlegger 
in  our  own  land  will  be  encouraged  to  carry  on  his  work  by 
reason  of  the  policy  of  the  Shipping  Board,"  said  he,  "for  it  places 
the  government  in  the  position  of  admitting  ita  inability  or  un- 
willingness to  enforce  its  own  laws.  Our  government  cannot 
afford  to  permit  this  condition  to  continue,  and  the  Shipping 
Board  has  no  more  right  to  permit  liquor  to  be  sold  on  govern- 
ment-owned ships  operated  under  the  American  flag  than  the 
moonshiner  and  bootlegger  at  home  has  to  dispense  his  poison 
bootleg  whiskey  and  raisin  jack.  The  law  of  our  land  should 
follow  our  flag  wherever  it  goes,  whether  on  laud  or  sea," 

After  a  trip  over  the  week-end  on  thp  Mayflower  with  Presi- 
dent Harding.  Attorney-General  Daugherty  and  several  others, 
A.  D.  Lasker,  chalrmnn  of  the  Shipping  Board,  said  June  19 
he  had  nothing  further  to  say  on  the  subject  of  liquor  sales 
on  Shipping  Board  vessels.  VV'hrn  axked  with  regard  to  the 
ship  subsidy  legislative  situation.  h<-  said.  "Ask  Congress." 

rman  Ijisker  spoke  for  two  hours  June  19  beforo  the 
Ohio  Republican  delegation  In  Congress,  explaining  why  the 
ship  subsidy  bill  should  pass.  On  the  following  day  he  delivered 
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a  similar  address  before  the  Pennsylvania  and  New  Jersey  Re- 
publican delegations.  He  said  he  had  been  invited  to  speak 
before  the  delegations  because  they  wished  light  on  the  subject. 
It  is  expected  other  congressional  delegations  will  hear  Mr. 

Coining  back  to  the  liquor  question— which  Mr.  Lasker  ap- 
parently had  no  wish  to  discuss— he  said  the  board  would  accept 
the  Kdmonds  bill  forbidding  the  sale  of  liquor  on  foreign  as 
well  as  on  American  vessels. 

"We  are  obeying  the  law  and  will  continue  to  do  so,  said 
Mr  Lasker. 

The  prohibition  commissioner  has  asked  the  Attorney-Gen- 
eral for  a  ruling  on  whether  the  eighteenth  amendment  and  the 
Volstead  act  prohibit  the  sale  of  liquor  on  American  ships. 

CHARGES  AGAINST  SHIPPING  BOARD 

Tkt  Traffic  World  Washington  Bureau 

A  charge  that  the  Shipping  Board  discriminates,  unlawfully, 
between  shippers  in  the  settlement  of  loss  and  damage  claims, 
has  been  made  by  H.  P.  Gittings  of  San  Francisco,  a  traffic  man- 
ager for  shippers.  In  a  letter  addressed  to  Chairman  Lasker, 
dated  June  15,  he  made  the  allegation  that  the  board,  in  settling 
claims  of  damage  by  reason  of  shortage,  had  paid  some  shippers 
the  invoice  value  of  the  lost  freight  while  paying  at  least  one 
shipper  only  the  bill  of  lading  liability  of  $100  a  package. 

More  startling*  than  the  allegation  of  unlawful  discrimina- 
tion was  the  charge  that  Commissioner  Meyer  Lissner,  in  a 
letter  to  Senator  Shortridge,  dated  December  29,  1921,  said  the 
payment  in  excess  pf  the  $100  a  package  bill  of  lading  liability 
were  "policy  payments" — that  is,  payments  made  to  retain  the 
good  will  of  the  claimants,  which  was  the  theory  on  which 
railroad  managers,  in  other  days,  paid  rebates  to  large  tonnage 
or  otherwise  influential  shippers. 

This  discrimination,  Gittings  claimed  in  his  letter  to  Chair- 
man Lasker,  was  in  violation  of  paragraph  4  of  section  14  of 
the  merchant  marine  act  of  1920,  quoted  by  Mr.  Gittings,  for  this 
purpose  as  being  "that  no  common  carrier  by  water  shall,  di- 
rectly or  indirectly,  *  *  *,  make  any  unfair  or  unjustly  dis- 
criminatory contract  with  any  shipper  based  on  or  un- 
justly discriminate  against  any  shipper  in  the  matter  of 
the  adjustment  and  settlement  of  claims." 

Being  convinced  of  the  chairman's  ability  intelligently  to 
Interpret  the  merchant  marine  act  and  of  his  desire  to  accord 
all  shippers  equal  rights  on  Shipping  Board  boats,  Mr.  Gittings 
said  he  would  review  the  facts  in  the  cases  in  which  Gittings 
was  asking  for  settlement  of  a  claim  on  invoice  value,  instead 
of  on  the  $100  a  package  limitation  in  the  bill  of  lading. 

The  cases  reviewed  by  him  were  the  claim  of  the  H.  W. 
Baker  Linen  Company,  arising  August  4,  1920,  through  the  dis- 
appearance of  one  case  of  linen  from  a  shipment  moving  on  the 
Shipping  Board  vessel  Waterbury;  Eloesser-Heynemann  Com- 
pany of  San  Francisco;  and  Cohn-Goldwater  &  Co.  of  Los  An- 
geles. 

In  the  first  case  the  board  paid  $100,  on  account,  Gittings 
claims,  and  in  full,  the  board  claims.  On  the  other  two  claims 
the  board  paid  in  full,  notwithstanding  the  fact  that  the  bill 
of  lading,  in  each  case,  carried  the  limitation  of  $100  a  package, 

According  to  the  Gittings'  letter,  the  Eloesser-Heynemann 
claim  was  paid,  in  full,  November  3,  1921,  and  the  Cohn-Gold- 
water &  Co.  claim,  April  28,  1922. 

According  to  Mr.  Gittings,  when  the  claim  was  presented 
the  Shipping  Board  advised  the  claimant  that  its  liability  was 
limited  to  $100;  that  it  would  pay  no  more  than  the  $100;  but 
that  if  any  change  in  policy  were  made  all  shippers  would  be 
treated  alike. 

The  Baker  Linen  people  accepted  payment  of  $100  on  ac- 
count. Their  receipt  was  written  "on  account"  and  the  agent 
of  the  Shipping  Board,  according  to  the  allegations  of  Mr.  Git? 
tings,  acknowledged  the  understanding  that  the  Baker  people 
would  not  be  prejudiced  by  the  fact  they  accepted  $100  as  a 
partial  payment  of  a  claim  amounting  to  nearly  $1,000: 

But  now,  according  to  Gittings,  the  board  is  claiming  that 
acceptance  of  that  payment  amounted  to  a  settlement  in  full. 
From  that,  the  complaining  traffic  man  contends,  "the  board's 
position  Is  that  where  no  $100  settlement  was  accepted,  full 
Invoice  value  could  be  paid,  but  If  the  claimant  had  given  ear 
to  the  board's  advice  and  accepted  $100  in  partial  settlement, 
he  was  barred  from  further  recovery.  Do  you  get  the  perverted 
reasoning  and  manifest  unfairness  of  this  decision  and  its  pat- 
ent discrimination  in  favor  of  one  shipper  as  against  another? 
In  other  words,  the  shipper  who  relied  on  the  correctness  of 
the  fnlted  States  government  agents'  statement  that  he  could 
collect  only  $100  is  barred,  while  the  shipper  who  doubted  tena- 
blllty  of  the  board's  position  is  later  taken  care  of.  Can  you 
Imagine  the  frame  of  mind  of  the  business  man  who  is  con- 
fronted with  such  a  situation?" 

Continuing  his  relation  of  facts  and  argument  to  Mr.  Lasker, 
Mr.  Gtttlngs  said :  "The  only  hint  we  have  as  to  the  board's 
reason  for  this  discrimination  is  contained  in  a  rather  amazing 
letter  from  Commissioner  Meyer  TJssner  to  United  States  Sen- 


ator Shortridge,  December  29,  1921,  stating:  'They  (Shipping 
Board  agents)  were  instructed  that  on  a  few  old  claims  which 
were  still  outstanding  and  on  which  no  previous  settlement  had 
been  made,  to  adjust  same  on  basis  of  invoice  value.  Such 
shipments,  of  course,  in  excess  of  the  $100  were  policy  pay- 
ments.' " 

The  question  whether  the  board  had  a  right  to  make  any 
settlements  in  disregard  of  the  bill  of  lading  stipulation  as  to 
value  was  not  discussed  in  the  correspondence.  Mr.  Ogden, 
the  director  of  insurance  of  the  board,  in  a  letter  quoted  by 
Mr.  Gittings,  told  a  claimant  he  could  have  paid  a  higher  rate 
and  obtained  the  benefit  of  full  liability.  In  answer  to  that 
Mr.  Gittings  cited  another  settlement,  in  full,  on  the  invoice 
value,  in  which  the  bill  of  lading  was  stamped  "value  $1,300," 
but  on  which  the  regular  $100  limited  liability  rate  was  paid. 
He  cited  that  case  to  show  that  while  the  rates  paid  were  sup- 
posed to  be  limited  liability  rates,  they  were  in  fact  the  only 
rates  collected  by  the  agents  of  the  board. 

Chairman  Lasker,  in  a  letter  to  Gittings,  asked  him  to  with- 
draw a  letter  in  which  Gittings  had  advised  his  principals  in 
th--  east  to  eschew  Shipping  Board  vessels.  Mr.  Gittings  said 
he  could  not  see  his  way  clear  to  do  that  while  the  Shipping 
Board  was  refusing  to  pay  numerous  claims,  by  using  the  bill 
of  lading  limitation  as  a  shield,  and  paying  the  claims  of  other 
shippers  in  full. 

SHIP  SUBSIDY  BILL 

The  Traffic  World   Washington  Bureau 

Insertion  of  the  words  "unjust  discrimination  between  ports 
of  the  United  States  on  commerce  accustomed  to  move  through 
such  ports,  or  in,"  in  paragraph  (d)  of  section  607  of  the  ship 
subsidy  bill  (see  Traffic  World,  June  17),  which  amends  section 
28  of  the  Jones  act,  was  approved  by  the  House  committee  on 
merchant  marine  and  fisheries  just  before  the  bill  (H.  R.  12021) 
was  favorably  reported.  The  change  makes  the  paragraph  read 
as  follows: 

"(d)  Whenever  the  board  and  the  commission  are  both  of  opinion, 
and  certify,  that  putting  into  effect  or  keeping  in  effect  the  provisions 
of  this  section  will  result  in  unjust  discrimination  between  ports  of 
the  United  States  on  commerce  accustomed  to  move  through  such 
ports,  or  in  materially  changing  the  channels  of  transportation  within 
the  United  States,  or  in  unduly  congesting  one  or  more  of  the  ports 
of  the  United  States,  the  commission  shall,  by  order,  suspend  the 
operation  of  said  provisions  until  such  time  as  it  and  the  board  reach 
a  contrary  conclusion  in  the  premises,  whereupon  such  suspension 
shall,  by  order,  be  terminated  by  the  commisison  upon  thirty  days' 
notice  as  hereinbefore  provided  for  the  termination  of  other  sus- 
pensions." 

The  other  sections  of  the  bill  as  printed  In  The  Traffic 
World  were  not  changed. 

In  its  report  on  the  bill  the  committee  reviewed  the  hear- 
ings on  the  measure.  It  declared  that  little  time  should  he 
spent  in  arguing  for  the  "imperative  necessity  in  war  as  well 
as  in  peace  of  an  established  and  well-balanced  merchant  ma- 
rine," and  that  "those  impractical  theorists  who  are  willing  to 
see  the  bulk  of  our  foreign  commerce  carried  under  flags  of 
other  nations  must  be  also  willing  to  rely  upon  combatant  ships 
and  naval  auxiliaries  of  other  nations  for  the  protection  of  our 
shores  and  our  foreign  trade  in  time  of  war  or  national  emer- 
gency." The  report  went  on  to  say  that  it  "is  a  well-recognized 
fact  that  the  countries  having  large  merchant  marines  have 
the  advantage  in  international  trade." 

"We  cannot  depend  upon  the  vessels  of  foreign  nations  to 
carry  our  surplus  products  to  market  because  when  we  most 
need  them,  they  fail  us,"  the  report  said.  "The  opportunity 
born  of  conditions  the  result  of  the  great  war  is  here.  Should 
we  for  any  reason  fail  to  take  advantage  of  it,  we  shall  deserve, 
and  will  surely  have,  the  condemnation  and  censure  of  coming 
generations." 

The  report  said  that  government  ownership  or  operation  of 
merchant  vessels  was  a  costly  and  unwise  experiment. 

Discussing  the  provision  for  shippers'  exemption  from  in- 
come tax  of  5  per  cent  of  the  amount  paid  in  freights  to  Ameri- 
can ships,  the  report  said: 

This  section  is  one  of  the  most  important  indirect  aids  provided 
by  the  bill.  If  direct  subsidies  were  made  enormous,  vessels  might 
be  operated  even  without  cargo.  Obviously,  such  a  method  of  securing 
a  merchant  marine  would  be  highly  artificial  and  extremely  costly. 
A  permanent  and  healthy  merchant  marine  can  never  be  established 
merely  by  paying  subsidies.  The  secret  of  success  in  shipping,  as  in 
any  other  business,  is  volume,  but  American  vessel  owners  are  at  a 
tremendous  handicap  in  this  respect  compared  with  their  foreign 
competitors.  For  so  many  years  have  Americans  been  dependent  upon 
foreign  vessels  for  the  carriage  of  their  goods,  so  firmly  established  are 
such  foreign  vessels  in  the  carrying  of  trade,  their  commercial  and 
financial  connections  are  so  widespread,  their  shipping  organizations 
so  board  and  efficient,  that  successful  competition  on  the  part  of  the 
new  American  shipping  industry  is  possible  only  if  some  means  can 
be  found  for  overcoming  these  advantages.  The  mere  appeal  to  the 
patriotism  of  American  shippers  in  insufficient.  S'ome  practical  induce- 
ments to  use  American  vessels  must  be  found.  It  is  believed  that  the 
5  per  cent  allowance  provided  by. this  section  will  furnish  the  necessary 
Inducement  to  bring  about  the  use  of  American  vessels  by  American 
shippers,  in  preference  to  their  foreign  competitors,  and  yet  the  total 
cost  of  this  provision  as  estimated  by  the  Treasury  Department  is  not 
exceeding  $4.500.000  per  annum.  No  amount  of  direct  subsidy  will 
accomplish  the  same  results.  Even  though  an  increase  in  the  amount 
of  direct  subsidy  paid  might  equalize  the  results  of  this  section  so  far 
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as  the  earnings  of  the  vessels  are  concerned.  It  could  do  so  only  at  a 
cost  perhaps  of  four  or  five  times  the  amount  of  the  cost  of  this  In- 
direct aid.  and  no  basis  be  laid  for  the  permanent  establishment  of  the 
merchant  marine. 

The  minority  report  of  the  Democratic  members  of  the  com- 
mittee opposed  to  the  bill  was  to  be  filed  some  time  this  week. 

AID  TO  SHIP  OPERATORS 

Tkt  Trtftc   World   Washington  Bureau 

Commissions  received  by  Shipping  Board  operators  on  the 
basis  of  5  per  cent  of  the  gross  freight  receipts  on  outgoing 
cargoes  and  21*  per  cent  of  the  gross  receipts  on  incoming 
cargoes  have  been  so  scant  that  the  Shipping  Board  had  to 
devise  means  of  additional  aid,  according  to  an  announcement 
made  this  week  by  the  board  after  a  conference  with  36  of  Its 
39  managing  operators.  Explaining  the  new  proposal,  the  board 
said: 

In  order  to  maintain  the  organisation  and  efficiency  demanded  In 
the  economical  operation  of  Its  ships  and  rather  than  increase  the 
percentage  of  the  commission  now  being  paid  Its  operators  the  Lnlted 
States  Shipping  Board  and  the  Emergency  Fleet  Corporation  have 
agreed  on  a  scale  of  management  or  husbanding  fees. 

Owing  to  the  reduced  number  of  ships  In  operation  and  lower 
freight  rates  now  prevailing  the  commissions  to  many  of  the  operator* 

additional  assistance.  This  extra  compensation  to  operators  will 
amount  to  $1,200.000  per  annum  but  this  will  be  more  than  offset  l.y 
new  arrangements  made  tor  subsistence,  stevedoring  and  general  sup- 
plies. On  subsistence  alone  $400.000  will  be  saved. 

The  decision  was  announced  to  the  3*  of  the  It  operators  of  Ship- 
ping Board  vessels  at  a  conference  which  was  held  at  the  Shipping 
Board.  By  the  terms  of  the  new  arrangement  operator*  of  five  vessels 
or  less  are  to  receive  a  husbanding  fee  of  $400  per  ship  per  month: 
operators  of  vessels  In  excess  of  five  ami  up  to  Including  ten.  $400  per 
•hip  per  month  for  the  first  five  and  1250  per  month  per  ship  above 
that  nun,  •. usbandlng  fee  will  be  paid  to  operators  of  more 

than  ten  vessels,  but  the  usual  percentage  of  the  commission  will 
continue  In  force.  The  new  ruling  becomes  effective  July  1. 

Vice-President  Smull  announced  the  fees  would  not  apply 
to  passenger  boats. 

Mr.  Smull.  In  answer  to  a  request  for  an  expression  regard- 
Ing  the  building  up  of  the  present  services,  said  he  would  be 
pleased  to  see  every  company  operating  at  least  ten  ships,  but 
that  trade  conditions  at  present  would  not  warrant  an  increase 
In  the  number  of  vessels  now  allocated.  He  added  that  when 
the  traffic  would  stand  It  the  service  would  be  built  up. 

The  operators  were  Informed  that  the  Shipping  Board  had 
decided  that  managing  agents  would  not  be  allowed  to  have 
subsidiary  companies,  this  ruling  applying  to  all  except  stevedor- 
ing companies,  but  that  the  operators  would  have  to  handle  the 
stevedoring  business  on  a  competitive  basis — that  Is,  that  where 
an  operator  owned  a  stevedoring  subsidiary  company  he  would 
be  obliged  to  take  competitive  bids  for  a  period  of  time  for  this 
class  of  work,  and  that  the  successful  responsible  bidder  would 
be  obliged  to  put  up  •  bond. 

Joseph  E.  Sheedy.  acting  vice-president  In  charge  of  physical 
operations,  said  that,  beginning  July  1.  the  Shipping  Board  would 
allow  Us  operators  65  cents  per  man  per  day  for  subsist, 
He  said  that.  In  making  this  new  rate,  thorough  Investigation 
had  been  made,  not  only  among  private  operators,  but  among 
Shipping  Board  operators,  and  as  a  result  It  was  found  that 
crews  on  a  number  of  vessels  had  satisfactorily  subsisted 
for  from  48  to  51  cents  per  day.  He  said  this  allowance  applied 
only  to  crews  on  cargo  vessels  and  that  the  board,  at  a  later 
date,  would  announce  an  arrangement  covering  passenger  ves- 
sels; theie  were  a  few  objections  to  this  new  ruling,  and  the 

I'tlonal  cases  which  were  cited  by  the  operators  would - 
disposed  of  Individually.  He  said  the  board  later  would  prob- 
ably also  grant  an  allowance  to  its  operators  for  deck,  engine 
and  stewards'  supplies,  the  amount  of  the  allowance  being  based 
on  operations  of  the  past  year. 

"Shipping  Board  managing  agents  will  also  have  a  number 
of  restrictions  now  placed  upon  them  removed.  In  the  matter  of 
maintenance  and  repairs.  It  being  the  object  of  the  board  to 
consider  them  trusted  agents,  and  to  engender  among  them  a 
spirit  of  co-operation,  which  would  eventually  result  In  their 
becoming  private  owners,  and  thus  aid  In  the  upbuilding  of  the 
American  merchant  marine."  the  board  said. 

Resolutions  were  adopted  by  the  operators  commending  the 
board  for  Its  action  In  agreeing  to  pay  the  extra  compensation 
and  pledging  support  to  the  "efforts  of  Mr.  Lasker  to  upbuild 
the  American  merchant  marine." 

One  of  the  reasons  why  the  additional  aid  was  voted  to  the 
operators.  Chairman  Lasker  said,  was  to  make  It  possible  for 
the  board  to  Insist  that  the  operators  refrain  from  attempting 
to  Increase  their  income  by  "side-line"  activities  or  "secret 
profits."  the  reference  being  to  the  use  of  subsidiary  companies 
and  other  methods  of  operators  In  profiting  from  selling  to  them- 
selvest. 


that  Vice-President  Kimball.  who  gets  $30,000,  will  be  cut  to 
$25,000.  A.  F.  Mack,  head  of  the  New  York  office,  will  continue 
to  get  $25,000.  Under  the  appropriation  act  recently  passed 
by  Congress,  the  board  may  pay  six  officials  $25,000  each  and 
two,  $20,000  each.  Mr.  Lasker  said  he  could  not  say  who  would 
get  the  remaining  $25,000  and  $20,000  salaries.  Vice-President 
Farley,  in  charge  of  ship  sales,  gets  $20,000  and  no  doubt 
will  continue  to  do  so,  leaving  one  $20,000  salary,  which  may  go 
to  the  legal  department. 

PORT  SURVEYS 

The  Tragic   World   Washington  Bureau 

The  Board  of  Engineers  for  Rivers  and  Harbors,  War  De- 
partment, in  co-operation  with  the  Bureau  of  Research  of  the 
United  States  Shipping  Board,  have  just  issued  port  series  No. 
2,  devoted  to  Boston,  Mass.  The  complete  series  as  proposed 
will  comprise  71  reports  on  the  principal  ports  of  the  United 
States,  prepared  to  meet  the  needs  of  the  War  Department  In 
its  development  of  harbors  and  its  encouragement  of  port  faci- 
lities, of  the  Shipping  Board  in  Its  promotion  of  an  American 
merchant  marine,  and  of  commercial  and  shipping  interests  in 
the  upbuilding  of  their  business. 

lU  Issuing  the  second  of  the  series,  the  port  of  Portland,  Me., 
being  the  first,  the  compilers  state  in  the  introduction  that  under 
the  shipping  act  and  the  merchant  marine  act  of  1920,  "the 
War  Department  is  required  by  law  to  assist  the  various  ports 
in  the  design  and  construction  of  modern  port  terminals  of 
such  character  as  to  handle  the  particular  business  of  the  port 
in  the  most  expeditious,  and  therefore  In  the  most  economical 
manner.  The  United  States  Shipping  Board  in  Its  encourage- 
ments of  an  American  owned  merchant  marine  can  afford  to 
overlook  no  detail  which  will  contribute  to  the  economy  of  ship 
operation,  and  the  curtailment  of  the  time  spent  by  vessels  in 
port  Is  an  Important  Item  in  shipping  economics.  Before  they 
can  properly  function  In  the  encouragement  of  ports  and  ships, 
both  the  War  Department  and  the  Shipping  Board  must  have 
the  facts,  without  which  the  shipping  business  can  not  be 
successfully  conducted,  nor  the  port  terminal  correctly  planned 
and  economically  operated." 

The  report  Includes  chapters  on  port  and  harbor  conditions. 
port  customs  and  regulations,  port  se**ice  and  charges,  fuel  and 
supplies,  port  and  harbor  facilities,  communications,  the  freight 
rate  situation,  the  commerce  of  Boston,  and  the  territory  tribu- 
tary to  that  city.  Of  special  Interest  are  the  tables  and  maps 
showing  the  origin  and  destination  of  Imports  and  exports 
through  the  port. 

A.  H.  Ritter.  chief  statistician  of  the  board  of  engineers 
for  rivers  and  harbors,  comment  Ing  on  the  report  on  the  port 
of  Boston,  said: 

The  Boston   gives   full    Information   regarding   pot  i 

harbor     condition!.      port     custom*     nn<l     regulations,     port     services 
ind    charge*  •••»-    nn«l    all    facilities   of   the   port   avall- 

•  •  and  shipping.    Inrludlnc  piers,    wharves 

,i,.(  locki  •!•  ,!•••  •  shli  •  •  r  i  •  '  •  '  '  i!  ":1  bun*  i  "•>•" 
facilities,  grain  elevator*,  storage  warehouse*,  bulk  freight  «torane. 
floating  equipment,  wrecking  and  salvage  equipment,  etc.  Informa- 
tion Is  given  regarding  the  railroads  communicating  with  the  port 
and  their  charges  and  practices  In  connection  with  terminal  serv- 
ice Full  Information  Is  also  given  regarding  the  steamship  lines 


SHIPPING    BOARD    SALARIES 

Chairman   Lssker  said  this  week  that  Vice  Presidents  Love 
and   Smull.  of  the  Emergency  Fl«'«-t   Corporation,  who  now  re- 
ft year,  will  get  $25.000  a  year  after  July  1,  and 


^    .„ ..„ of    the    report    Is    the    Inclusion   of   extensive 

table*  of  freight  rates  which  show  clearly  the  position  of  Boston 
as  an  outlet  for  traffic  from  producing  sections  of  the  country  and 
for  the  receipt  and  distribution  of  Imports.  Maps  are 
iwing  the  origin  and  destination  of  both  Imports  and 
...„  ,,,uvlng  through  Boston  during  the  calendar  year  1913.  this 
g  the  last  prewar  year  during  which  normal  conditions  pre- 
—  -  -  of  the  several  rate  changes  since  1914  are  dls- 
.ipon  the  downward  tendency  of  Boston's  trade 

„„  ______  _.   .rimmndltles  peculiarly   »en»ltlve   to  rate   Infill. •< 

Kxtenslve  Information  Is  given  regarding  the  business  of  the  port, 
and  the  traffic  Is  analysed  In  relation  to  It*  bearing  upon  steam  - 
•hlp  *ervlce.  It  Is  shown  that  Boston's  Imports  have  been  largely 
for  consumption  within  the  local  territory.  On  account  of  Its  ex- 
•it  cold  storage  facilities.  Boston  continues  to  attract  a  large 
export  business  In  packinghouse  products,  but  the  railroad  rate 
situation  during  the  la*t  few  year*  has  placed  It  at  a  distinct  dis- 
advantage with  respect  to  many  commodities. 

SALE    OF    MARINE    ENGINES 

Two  hundred  and  two  unassembled  1,400  H.  P.  triple  expan- 
sion marine  engines,  located  In  various  parts  of  the  United 
States,  were  sold  at  the  Shipping  Board,  June  19.  for  a  total  of 
$222.860,  at  public  auction.  Sidney  Henry,  director  of  sales  of 
the  Emergency  Fleet  Corporation,  conducted  the  sale  for  the 
government.  There  were  approximately  twenty  bidders.  The 
engines  were  sold  In  lots  as  follows:  33  at  Erie,  Pa.,  to  the 
Emerman  Company,  Erie,  Pa.,  for  $1,150  each,  total  $37,950; 
30  at  Tacoma.  Wash.,  to  H.  D.  Humphrey,  Portland,  Ore.,  for 
$1,260  each,  total  $37.800:  31  at  Beaumont.  Tex.,  to  American 
Iron  £  Metal  Company,  Dallas,  Tex.,  for  $805  each,  total  $24,955; 
50  at  Corliss.  Wls..  to  Leopold  Cohen  Iron  Company,  Chicago. 
111.,  for  $1,095  each,  total  $54.750;  15  at  New  Orleans,  La.,  to 
Louis  Oreenspon.  St.  Louis,  Mo.,  for  $1,007  each,  total  $15,105; 
11  at  Alameda.  Calif.,  to  Heyman  Michaels,  Chicago,  111.,  for 
$1.220  each,  total  $13.420;  32  at  Hog  Island.  Pa.,  to  J.  C.  McEvoy, 
Philadelphia,  Pa.,  for  $1,215  each,  total  $38,880. 
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Foremost  in  Friscoland! 


r  pHE  FYisco  holds  the  strategic^  position  in  ;  Friscoland 
like  the  army  which  gets  into  the  field  early  and  con- 
stantly improves  its  position.  The  Frisco  not  only  laid'a 
network  of  tracks  over  Friscoland,  but  it  has  been  a 
powerful  factor  in  developing  its  territory,  commercially, 
industrially  and  agriculturally. 

In  serving  well  the  interests  within  Friscoland,  the  Frisco 
has  also  equipped  itself  to  be  the  best  possible  carrier  for 
those  interests  lying  outside  of  Friscoland.  Whether  it  be 
freight  or  passenger,  Frisco  service  is  right. 

Frisco  Red  Ball  Freight  Service  puts  a  special  delivery 
stamp  on  freight  shipments. 

Frisco  trains  are  made  up  of  all  steel  cars  which  are 
electric-lighted,  fan  cooled  and  otherwise  provided  with 
modern  travel  comforts. 

Fred  Harvey  Serves  the  Meals  on  the  Frisco 

For  additional  information,  address 

A.  HILTON,  Vice  President— Traffic 

J.  N.  Cornatzar  S.  S.  Butler 

Passenger  Traffic  Manager  Freight  Traffic  Manager 

St.  Louis,  Mo.  St.  Louis,  Mo. 


LINES 
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HEARINGS  ON  SECTION  28 

Thi  Tragic   World   Washington  Bureau 

The  Shipping  Board  announced  June  22  that  hearings  on 
section  28  of  the  merchant  marine  act  would  be  held  in  Chicago 
July  31  Portland,  Ore.,  July  10;  Seattle,  July  12;  San  Francisco, 
July  17;  and  IMK  Angeles,  July  19.  Attorney -Examiner  Gerry  of 
the  Interstate  Commerce  Commission  will  attend  the  hearings. 

SERVICE  BETWEEN  NEW  YORK  AND  BRAZIL 
The  question  of  passenger  service  and  rates  between  New 
York  and  Brazil  and  the  Plate  River  was  discussed  at  a  con- 
ference In  New  York  beween  representatives  of  the  Lamport  & 
Holt  line,  the  Munson  line  and  W.  B.  Keene,  traffic  manager 
of  the  Emergency  Fleet  Corporation.  The  conference  grew  out 
of  the  passenger  rate  war  between  the  Lamport  &  Holt  line 
and  the  Shipping  Board  line.  It  was  announced  that  no  defi- 
nite conclusion  were  reached,  the  matter  being  left  open  for 
further  consideration  by  both  Interests.  In  the  meantime,  there 
will  be  on  change  In  the  rates  now  prevailing,  It  was  said. 

SERVICE  TO  AFRICAN   PORTS 

"The  Emergency  Fleet  Corporation  has  just  entered  into 
a  contract  with  the  Texas  Company  for  the  movement  of  be- 
tween 600,000  and  1,000.000  cases  of  oil  to  East  and  South 
African  ports.  This  movement  will  be  based  on  monthly  ship- 
ments and  extend  over*  a  period  of  a  year,"  the  Shipping  Board 
has  announced.  "The  Emergency  Fleet  Corporation's  service 
to  east  and  south  African  ports  was  recently  established  under 
the  managing  agency  of  the  Mallory  Transport  Lines,  Inc.  The 
first  sailing  will  be  the  SS.  Eastern  Glade,  June  24,  to  be  fol- 
lowed by  the  SS.  Eastern  Crown,  the  latter  part  of  July.  Monthly 
sailings  will  be  maintained  thereafter  and  this  contract  will 
give  the  Mallory  Transport  Lines,  Inc.,  a  nucleus  of  cargo  for 
each  ship,  thereby  assuring  shippers  of  regular  sailings  of  Amer- 
ican flag  steamers  in  this  trade." 


REGISTRY  OF  FOREIGN-BUILT  SHIPS 
Representative  Greene  of  Massachusetts  has  introduced  a 
bill  (H.  R.  12091)  amending  section  4132  of  the  revised  statutes 
so  that  vessels  captured  in  war  by  citizens  of  the  United  States 
and  lawfully  condemned  as  prize,  or  which  may  be  adjudged 
to  be  forfeited  for  a  breach  of  the  laws  of  the  United  States, 
being  wholly  owned  by  citizens  and  no  others,  may  be  admitted 
to  American  registry  for  the  foreign  trade. 


COAL  CAR  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

The  Commission  has  Instituted  an  inquiry,  No.  13896,  into 
the  justness,  reasonableness,  and  lawfulness  of  the  rules,  regu- 
lations, and  practices  governing  the  rating  of  mines  and  the 
distribution  of  cars  to  coal  mines,  other  than  anthracite.  A 
hearing  on  the  subject  will  be  held  by  Commissioner  Aitchison 
July  17,  In  Washington.  At  the  time  the  Commission  instituted 
the  Inquiry,  It  announced  that  it  had  consolidated  with  the  new 
proceeding.  Docket  No.  12530,  in  wtfich,  in  theory,  it  has  been 
conducting  an  inquiry  into  the  so-called  assigned  car  rule. 

By  instituting  the  new  inquiry  and  joining  the  older  one 
with  it.  the  Commission  has  brought  before  it  the  whole  subject 
of  coal  mine  rating  and  coal  car  distribution,  one  of  the  most 
vexatious  subjects  with  which  it  has  ever  sought  to  deal.  The 
Inquiry  into  the  assigned  car  rule  was  ordered  in  the  spring 
of  1921,  but  practically  nothing  has  been  done  under  that 
order. 

However,  while  the  Commission's  earlier  order  was  out- 
standing, the  American  Railway  Association  and  the  National 
Coal  Association  undertook  a  complete  revision  of  the  rules. 
When  they  started  they  had  a  faint  hope  that  they  might  be 
able  to  do  something  with  the  assigned  car  rule,  No.  8  in  the 
distribution  rules  under  consideration.  The  hope  was  not  justi- 
fied. They  found,  after  many  conferences,  that  they  were  no 
nearer  agreement  than  they  had  been.  They  were  still  dis- 
agreed on  the  fundamental  proposition.  That  is  to  say,  the 
carriers  considered  they  should  have  rules  governing  cars  as- 
signed by  railroads  and  private  owners  of  cars,  while  the  coal 
operators  insisted  there  should  be  rules  governing  the  distribu- 
tion of  cars  that  would  not  allow  the  distributive  share  of  any 
mine  to  be  affected,  one.  way  or  another,  by  the  fact  that  cer- 
tain cars  were  assigned  to  It.  They  stood  on  their  proposition 
that,  while  railroads  and  owners  of  cars  undoubtedly  had  the 
right  to  assign  their  cars  to  certain  mines,  the  cars  so  assigned 
should  be  counted  as  having  come  from  the  stock  of  equipment 
of  the  railroads,  so  that  every  mine,  whether  it  had  or  had  not 
assigned  cars,  should  have  its  pro  rata  share  of  all  cars  In 
times  of  car  shortage. 

SVhlle   the  railroads   were   under  government   control,   the 

assigned  car  rule  was  not  in  operation  except  for  a  short  time. 

:  was  not  In  effect  when  the  railroads  were  returned  to  their 

owners.    The  Commission,  in  a  general  order  to  all  railroads, 

early  in  the  Spring  of  1920,  ordered  the  railroads  to  observe 


the  principles  laid  down  in  the  Traer  and  Hocking  Valley  cases, 
decided  by  it.  That  order  brought  back  into  operation  the 
rule  governing  assigned  cars,  and  the  rules  resulting  from  the 
use  of  the  assigned  car  rule.  In  announcing  the  institution  of 
the  inquiry,  which,  in  effect  is  a  mere  broadening  of  the  earlier 
inquiry,  the  Commission  said: 

Mine  ratings  are  the  basis  for  the  distribution  of  cars  to  coal 
mines  for  coal  loading.  A  Just  and  reasonable  basis  of  mine  ratings 
will  therefore  tend  to  make  effective  a  Just  and  reasonable  distribution 
of  cars  to  coal  mines.  The  purpose  of  the  investigation  is  to  insure 
that  the  system  of  rating  coal  mines,  other  than  anthracite,  will  result 
in  fair.  Just  and  reasonable  ratings,  which  will  bear  as  close  a  rela- 
tion to  normal  effective  production  as  is  possible. 

The  Car  Service  Division  of  the  American  Railway  Association, 
after  collaboration  with  the  important  bituminous  coal  loading  rail- 
roads and  the  National  Coal  Association,  has  submitted  to  the  Com- 
mission a  proposed  revision  of  the  rules  now  incorporated  in  what 
is  known  as  Circular  CS  31  (revised)  and  has  also  proposed  rules  for 
the  rating  of,  and  car  distribution  to  other  than  tipple  mines  loading 
bituminous  coal. 

The  Commission  is  Informed  that  while  representatives  of  the 
National  Coal  Association  do  not  agree  in  every  instance  that  the 
rules  proposed  embody  all  that  they  might  desire,  they  Join  with  the 
Car  Service  Division  in  recommending  the  revision  for  early  promul- 
gation in  all  cases,  except  the  assigned  car  rule,  which  is  Rule  8. 
That  rule  is  now  the  subject  of  investigation  under  No.  12530.  in  re 
Distribution  Among  Coal  Mines  of  Privately  Owned  Cars  and  Cars 
for  Railroad  Fuel,  which  now  has  been  consolidated  with  this  investi- 
gation. 

The  representatives  of  the  American  Railway  Association 
and  the  National  Coal  Association  were  able,  in  their  con- 
ferences, to  agree  on  the  changes  in  language  required  by 
changing  conditions  and  the  necessity  for  so  framing  the  rules 
that  the  clerks  and  subordinate  officials  in  charge  of  mine 
rating  and  car  distribution  will  readily  understand  them,  other 
than  the  assigned  car  rule.  The  changes  proposed  in  that  rule 
are  the  proposals  of  the  railroad  men,  not  concurred  in  by  the 
representatives  of  the  mine  operators.  The  revision,  including 
the  assigned  car  rule  as  re-written  by  the  railroad  men,  pro- 
posed for  approval  by  the  Commission,  is  as  follows: 

Exhibit  A— Rules  for  Rating  for  Car  Distribution  Purposes,  Coal  Mines 
(Other  Than  Anthracite),  Loading  Coal  at  Mine  Tipples. 

The  following  rules  shall  govern  the  rating  of  coal  mines  (other 
than  anthracite)  SB  the  basis  for  the  distribution  of  empty  cars  to 
such  mines: 

(a)  The   daily  capacity  of  each  mine    (other  than   mines   covered 
by  paragraphs  b  and  c)   shall  be  determined  by  taking  the  total  coal 
tonnage   shipped   by   the  mine   during   the   preceding  month,    dividing 
it  by  the  number  of  hours  worked  in  producing  it   (see  paragraph  e). 
and  multiplying  the  quotient  by  the  number  of  hours  in  the  recognized 
work   day    (not    more    than    10   hours)    of   the    individual   mine.      The 
result  shall  be  termed  the   "daily  rating"   of  such  mine  and  shall  be 
the  basis  on   which  cars  shall  be   distributed   to  it;   provided,   that  if 
track  or  other  limiting  conditions  further  restrict  its  ability  to  ship, 
such   conditions   may   be   the   limiting   factor   for   the   daily   rating   of 
such  mine. 

(b)  The  daily  capacity  of  a  mine  which  is  served  Jointly   by  or 
for  two  or  more  carriers   (steam,  electric  or  water),    shall  be  deter- 
mined by  taking  the  total  tonnage  shipped  by  the  mine  via  all  such 
carriers   during   the   preceding   month,   dividing   it   by   the    number  of 
hours   in   the   recognized  workday    (not   more   than   10   hours)    of   the 
individual  mine.     The  result  shall  be  termed  the  "gross  daily  rating" 
of  such  mine  and  shall  be  the  basis  on  which  cars  shall  be  distributed 
to    it;    provided,    that    if    track    or    other    limiting   conditions    further 

restrict  its  ability  to  ship  via  (note  a) railroad,   such 

conditions  may  be  the  limiting  factor  for  the   (note  a) 

railroad's  daily  rating  of  such  mine. 

(c)  The   daily  capacity  of  a  mine  of  which  a  part  of  the  output 
is,   without  the  use  of  railroad  transportation,   delivered  to   a  coking 
plant,  to  locomotives  at  the  tipple,  for  local  use  at  the  mine,  or  to  be 
sold  to  local  trade,   shall  be  determined  by  taking  the  total  coal  ton- 
nage produced  during  the  preceding  month,  dividing  it  by  the  number 
of  hours  worked   (see  paragraph   e)   and  multiplying  the   quotient  by 
the  number  of   hours   in   the   recognized  workday   (not  more   than   10 
hours)   of  the  individual  mine,  and  deducting  from  the  resulting  ton- 
nage the   daily  average  tonnage    (computed   by   using   the   number  of 
days  the  mine  worked)  so  delivered  without  the  use  of  railroad  trans- 
portation during  the  previous  month.     The  remainder  shall  be  termed 
the  "daily  rating"  of  such  mine  and  shall  be  the  basis  on  which  cars 
shall  be  distributed  to  it. 

(d)  When  a  mine,  the  daily  rating  of  which  has  been  determined 
under  Rule   (C),  discontinues  delivery  of  a  part  of  its  output  without 
the  use  of  railroad  transportation  and  offers  additional  coal  for  ship- 
ment, its  daily  rating  shall   be  increased  to  include  the  average  ton- 
nage   per   day    (computed    by    using   the    number    of    days    the    mine 
worked)  so  diverted  in  the  previous  month  until  the  beginning  of  the 
next  rating  period,  at  which  time  the  daily  rating  of  the  mine  shall 
be   determined   in   accordance  with   paragraph   a  or   c,    due   allowance 
being  made   for  such  average   tonnage  so  diverted   in   so  determining 
the  new  dally  rating.     The  daily  rating  of  a  mine  shipping  coal  will 
be  decreased  in  like  manner  whenever  its  entire  or  partial  output   is 
diverted  for  coking,  for  delivery  to  locomotives  at  the  tipple,  for  mine 
use,  or  to  local  trade,  without  the  use  of  railroad  transportation. 

(e)  In  determining  the  number  of  hours  worked  each  day  in  pro- 
ducing coal  at  a  mine,  time  will  be  counted  (a),  from  the  established 
time    for   beginning   work   on    the    tipple    until    the    dumping   of    coal 
finally  ceases  for  the  day,  making  deductions  for  the  noon  intermis- 
sion, when  it  is  taken,  and  for  time  lost  by  reason  of  being  blocked 
with  loads,  waiting  for  empty  cars,  or  other  railroad   disability,   and 
(b)   from  the  established  time  for  beginning  work  in  the  mine   until 
the   production   of   coal   within   the   mine    finally    ceases   for  the   day, 
making   deduction   for   the   noon   intermission,   when   it   is   taken     the 
number  of  hours  worked  in  producing  the  coal   (see  paragraphs  a,   b 
and  c),  will  be  the  greater  of  the  two  counts.    Time  may  be  deducted  for 
railroad  disability  only  when  such  railroad  disability  actually  reduces 
the  quantity  of  coal  dumped  that  day.     Time  may  be  deducted  when 
tipple  is  used  for  dumping  coal  direct  into  locomotives  only  when  the 
tipple  cannot  be  simultaneously  operated  for  loading  cars 

(f)  Daily   ratings  determined   in   accordance  herewith   will   be  re- 
vised monthly  and  made  effective  on  the  10th  of  the  month  following 
the  month  s  performance  on  which  the  rating  is  determined 

tf  a  mine  be  idle  for  a  period  of  one  full  calendar  month  or 
more,    the   last   rating   determined   will   be    the   rating   when   work   is 


Jun. 


THE    TRAFFIC     WORLD 


1427 


resumed,   provided  the  mine  conditions  be  substantially   the  same  as 
when  the  mine  closed. 

(h)  luting  for  development  purposes  based  on  current  perform- 
ance will  be  assigned  to  a  new  operation  in  previously  undeveloped 
coal  A  new  mine  will  be  furnished  with  a  supply  of  cars  sufficient 
to  enable  it  to  work  freely  in  the  course  of  development  for  a  period 
not  exceeding  6  months  after  shipments  are  begun;  provided,  that  if 
therefore  Its  ability  to  load  150  tons  per  shift  (not.  however,  to  exceed 
two  shifts  per  day)  U  established.  It  shall  then  be  rated.  A  new 
operation  of  any  other  character  shall  be  entitled  to  a  development 
ratm(  for  a  period  of  one  month  after  shipments  are  begun. 

(i)  Kach  mine  shall  report  on  a  prescribed  form  to  the 

(note  H)  promptly  at  the  close  of  each  day: 

The  number  of  hours  in  the  recognised  work  day. 
he  established   time  for   twinning  the  day's  work. 

1.     Actual  time  work  was  begun  this  day.     (A)  On  tipple 

n   the   mine 

if  the  noon  hour  Intermission  Is  taken,  how  long. 

lost    during    the    day.      (A)    Blocked    with    loads 

hours.     (B)  Waiting  for  empty  cars hours.     (C)  Other  railroad 

disability,    specified hours.      (D)    Causes    other    than    railroad 

disability,  specified hours. 

1.     Time  work  ceased  for  day.     (A)   On  the  tipple (B)   In 

t  he  mine 

Number  of  hours  worked  today  on  the  tipple and  In  the 

mine (see  paragraph  e). 

(.     Number  of   net    tons  of   coal   loaded   for  shipment    via 

(note  a) railroad. 

t.  Total  number  of  net  tons  of  coal  produced  and  shipped  via 
each  other  outlet,  »i  •••  ifled.  or  disposed  of  otherwise. 

Joint  mines  shall  furnish  this  dally  report  to  each  carrier  serving 


If  after  notice  from  the  railroad  an  operator  persistently  falls  to 
furnish  this  dally  report,  he  will  be  penalised  by  curtailment  of  his 
car  supply  to  the  amount  of  U  per  cent  of  distribution  for  one  week. 

(J)  At  the  close  of  each  month  the  mine  manager  or  superin- 
tendent in  charge  of  actual  operation  shall  report  under  oath  on  a 

prescribed  form  to  •••  having  Jurisdiction, 

separately  for  each  mine  for  each  month,  as  follows: 

1      Number  of  hours  In  the  recognised  work  day. 

J.     Total  number  of  net  tons  of  i  mil   produced. 

I.  Total  number  of  net  tons  of  coal  shipped  via  the (note 

a) railroad. 

4.  Total  number  of  net  tons  of  coal  shipped  via  each  other  outlet, 
i'otal  number  of  hours  worked  during  the  month.  (Sec  para- 

Thls  report  must  be  forwarded  not  later  than  the  Sd  of  the  month 
following  that  for  which  the  statement  Is  furnished:  provided,  that 
where  the  location  of  the  mine  makes  It  ir  •  t  to  furnish  a 

report  under  oath  by  that  date,  a  report  not  under  oath  may  be  for- 
warded, and  the  sworn  report  forwarded  not  later  than  one  week 
later.  Joint  mines  shall  furnish  this  monthly  report  to  each  carrier 
serving  them. 

(k>  If  an  operator  declines  or  persistently  falls  to  make  reports 
or  to  make  accurate  reports  to  the  currier  as  required  herein.  It  will 
be  assumed  that  the  mine  worked  full  hours  In  producing  and  loading 
Into  railroad  rars  the  tonnage  shipped,  and  the  dally  rating  will  be 
computed  accordingly. 

V  statement  showing  the  mine  ratings  which  will  govern  the 
car  distribution  for  the  succeeding  month  will  be  furnished  as  soon 
a*  such  ratings  are  ascertained  to  surh  coal  mines  on  this  railroad 
as  make  application  for  the  same.  Such  statement  will  show  the  mine 
rating  of  each  mine  and  the  total  mine  ratings  of  each  coal  loadlnK 
dlstrli  t  and  the  aggregate  ratings  for  all  mines  and  all  districts  on 
this  railroad. 

A — Designate  the   name  of  Issuing  railroad. 

It— Designate   title  of  proper  officer  of  Issuing  railroad. 

Prtsmblt. 

Whenever  the  available  car  supply  In  any  region  (or  district)  is 
such  that  an  order-  m  he  filled,  cars  shall  be  placed  at  each 

mine  In  accordance  with  Its  dally  order,  and  a  mine  may  hold  such 
cars  under  load  and  unbilled  on  the  mine  tracks  and  up  to  the  capac- 
ity of  such  track*  below  the  tipple.  the  available  car 
supply  In  an/  region  or  dlstrlrt  I-  comes  such  that  all  orders  for  cars 


be  filled,  each  mine  shall   U-  given   Its  pro  rata  share  of  cars 
In    accordance   with    the    following    rules,    and    all    unl.illed   loads   then 
n»    tracks  must   he    promptly    billed,    and   pending   such 
disposition  will  be  accounted   for  under  Rule  1  h«  i 

1.  The  dally  rating,  or  the  dally  order  for  cars  If  less  than  the 
rating,  shall  he  the  basis  for  rar  distribution. 

1.     Grouping  of  mines,  or  pooling  of  cars  as  between  mines,   wlr?- 
not   be  permitted. 

t.     On  application  of  mine  operators,  and  In  the  descretlon  of  the 

railroad,  can  may   be    placed   on   such    days  only  and  at  such   mines 

only   aa  may   elect   to   work,    and    over*   and   shortages   In  car  supply 

resulting  from   this  distribution  shall  bo  adjusted  on  succeeding  days. 

4.    Each    mine    operator    »hall    report    to    the    car    distributor    at 

•    •••     i  i  :     m.  dally: 

(a)     Number  of  nnmnslgned  toad*  on  hand  at  7  a.  m. 

Number  of  •  mpty  and  partly  loaded  cars  on  hand  at  ~  a.   m. 
Additional  number  of  empty  rnrs  received  during  the  day. 
Aggregate  number  of  empty  cnr*  received  during  the  day. 

•T  of  cars  loaded  during  the  day. 

(f  i     Number  of  imply  cars  standing  over  at  close  of  day. 
IK  i  '  empty  cars  standing  over  at   close  of  day  which 

prior    to    T    a.    m cars;    and    prior    to    10    a.    m. 

trs. 

(hi     Number  of  partly  loaded  cars  under  tipple  at  close  of  day. 
(I  )     Number  of  tinronslgned  load*  on  hand  at  close  of  day. 

Additional    number    of  empty    curs    required    for   loading    fol- 
lowing day. 

Coma*  of  orders  for  cars  for  a  mine  that  Is  Joint  with  any  other 
currier  (steam,  electric  or  water).  *h»ll  be  filed  with  a  designated 
representative  of  each  *uch  carrier.  Such  combined  requisitions  must 
— 1  cxcvwd  th«  gross  dally  rating  of  the  mine. 

•     recognised    standard    car    for   coal    car   distribution    Is    5 
are  tenths   of  a   car:    I.   e.    RO.Ono 


ceaaes  work  for  the  day,  if  loaded  or  partly  loaded  on  the  day  placed, 
will  be  charged  against  the  mine  on  that  day. 

(d)  All  cars  of  other  than  railroad  ownership  (commonly  called 
"private  cars")  placed  for  owner's  loading  will  be  considered  as 
ordered. 

I.  The   pro   rata  share   of   cars   to  which   each   mine   is   entitled, 
except  as  provided  in  Rule  9,   shall  be  based  on  its  rating   (or  order 
when  less  than  its  rating).    When  a  mine  has  empty  or  partly  loaded 
cars  which  were  placed  prior  to  7  a.  m.  or  unconsigned  loads  standing 
over  at  the  close  of   the  day's   business,   such   cars  shall   be   charged 
against  it  each  service  day  thereafter  while  they  are  detained,  except 
as  otherwise  provided  in  Rule  6. 

If  on  any  day  a  mine  be  furnished  with  cars  totaling  less  than 
100  per  cent  of  its  rating  (or  order  if  less  than  its  rating)  and  for 
any  cause  whatever  other  than  railroad  responsibility  fails  to  load  the 
entire  number,  the  mine  shall  be  considered  as  having  been  furnished 
100  per  cent  of  its  requirements,  and  its  order  shall  be  arbitrarily 
reduced  to  the  number  of  cars  furnished. 

8.  Private  cars,  such  cars  as  are  assigned  to  mines  for  railroad 
fuel  loading  In  accordance  with  the  decisions  of  the   Interstate  Com- 
merce Commission  in  R.  R.  Commission  of  Ohio  et  al,  v.   H.  V.   Ry. 
Co.,  12  I.  C.  C.  398.  and  Traer  v.  Chicago  &  Alton  Railroad  Co.  et  al. 
13  I.  C.  C.  451.  and  cars  assigned  to  mines  for  loading  of  other  coal 
upon  order  of  the  Interstate  Commerce  Commission,  will  be  designated 
aa  "assigned"  cars.    All  other  cars  will  be  designated  as  "unassigned" 
cars. 

9.  If  the  number  of  assigned  cars  placed  at  a  mine  during  any 
period,  as  provided  In  Rule  8,  equals  or  exceeds  the  mine's  pro  rata 
share  of  the  available  car  supply,  it  shall  not  be  entitled  to  any  Unas- 
signed   cars.     The   assigned   cars,   together   with   the    mine's   require- 
ments  will   be   eliminated,    and    the    remainder   of    the    available    car 
supply   prorated  to   the   other   mines,    based   on   a  revised   percentage 
by  reason  of  such  elimination. 

10.  If  the  number  of  assigned  cars  placed  at  a  mine  during  any 
period,  as  provided  In  Rule  8.  Is  less  than  Its  pro  rata  share,  based  on 
a  revised  percentage.  It  shall  be  entitled  to  receive  unassigned  cars  in 
addition  thereto  to  make  up  its  pro  rata  share. 

II.  If  a  mine   receives  more  or  less   cars   than   it   Is  entitled   to 
during    any    period,    as    provided    In    Rule    6    (and    after    eliminating 
assigned  cars  as  provided  in  Rule  9),  it  will  be  charged  with  a  surplus 
or  credited  with  a  shortage  accordingly,  and  the  discrepancy  adjusted 
as  promptly  as  practicable. 

12.  A  statement  showing  the  car  distribution  for  the  preceding 
month  will  be  furnished  as  soon  as  such  distribution  is  ascertained. 
to  such  coal  mines  on  this  railroad  as  make  application  for  same 
Such  statement  will  show  the  car  distribution  of  each  mine,  the  total 
car  distribution  of  each  coal  loading  district,  the  aggregate  distribu- 
tion for  all  mines  and  all  districts  on  this  railroad. 

Note  1 — Hour  may  be  named  by  the  Issuing  railroad. 

Note  2 — Issuing  railroad  may  ask  additional  necessary  Information 
pertaining  to  car  aupply. 

Exnlblt  B. 

The  following  rules  are  promulgated  ib  govern  uniformly  the 
rating  of  mines  loading  bituminous  coal  other  than  over  tipples  or 
other  elevating  dumping  facilities  located  on  private  tracks,  and  car 
distribution  to  such  mines.  They  will  be  made  effective  on  all 
bituminous  coal  loading  railroads  on 1921. 

Rules  for  Rating  of  and  Car  Distribution  to  Other  Than  Tipple  Mines 
Loading  Bituminous  Coal. 

1.  The  dally  rating  shall  be  based  on  the  time  consumed  in  load- 
Ing  the  last  car  previously  furnished. 

2.  Upon  any  day  when  the  railroad  is  unable  to  furnish  the  full 
quota  of  open  top  cars  required  by  tipple  mines  closed  cars  only  shall 
be  furnished  for  loading  at  other  than  tipple  mines. 

Distribution  of  closed  cars  for  loading  at  other  than  tipple 
mines  shall  be  on  the  same  percentage  basis  as  currently  governs 
car  supply  for  commodities  other  than  coal  and  coke. 

State  commissions  that  desire  to  participate  in  the  hear- 
ing beginning  July  17  in  No.  13896.  in  re  rules  governing  rating 
of  coal  mines,  etc.,  should  advise  John  E.  Benton,  general  solic- 
itor of  the  N.  A.  R.  U.  C.,  according  to  a  bulletin  issued  by 
him.  Commissioner  Aitchinson  wrote  to  Mr.  Benton  this  week 
requesting  that  he  bring  the  matter  to  the  attention  of  the 
Mate  commissions. 


pounds  capacity  equals  (.»)  of  n  cnr:    110.000  pounds  capacity  one  and 
four-tenths    (14)    car*.    ••  .r*    mu*t   be  charged   and   car   dls- 

•lon   maintained    accordingly 

•i)  Wh»n  the  r»r»  pln.-ed  nt  7  nVIock  n.  m.  (not  Including 
partly  loaded  cars)  do  nnt  e'iu«l  or  •  v  crd  In  number  26  per  cent  of 
the  dally  rating  (or  order  If  le»*  than  the  rating)  no  cars  will  be 
charged  agaln*t  the  mine  that  d«y  except  *uch  us  are  loaded  on  that 

if'(b(  When  th»  cars  placed  at  7  o'clock  a.  m.   (not   including  partly 
loaded  cars)  equal  or  exceed  in  num>«-r  2.".  per  cent  of  the  dally  rating 

I,.,     ,,.   }.  r       '     '.    =.     -i     ,r.     M   .•.'..  IdltlOl  •  .       .•   •     !     >•. 

Inrk  »    m.   will  h»  charged  »gflln*t  the  mine  that  day. 
(c)  Tars   plarrd  between    in  o'clock   a.    m.   «nd   the   time   the  mine 


COAL  PRODUCTION  REPORT 

"Production  of  soft  coal  in  the  tenth  week  of  the  strike  was 
MT8.000  net  tons,  but  the  eleventh  week  (June  12-17)  is  expected 
to  show  a  decrease,"  the  Geological  Survey  says  in  Its  current 
coal  report.  "Production  of  anthracite  remains  practically  zero." 
The  report  in  part  follows: 

Complete  returns  confirm  the  forecast  of  output  In  the  tenth  week 
nf  the  strike  (June  5-10).  Including  the  13,000  tons  of  anthracite 
dredged  from  the  various  rivers,  the  total  output  of  all  coal  was 
5,091.000  tons.  In  the  corresponding  week  of  1921,  a  year  of  acute 
business  depression,  production  (including  anthracite)  was  9,974  000 
tons.  In  the  active  year,  1920,  It  was  12,315,000  tons.  If  anthracite 
and  bituminous  coal  be  regarded  as  a  common  supply  of  fuel.  It  will 
n  that  the  coal  now  being  raised  weekly  Is  from  5  to  7  million 
tons  below  normal. 

The  eleventh  week  (June  12-17)  started  out  well,  but  on  Wednes- 
day serious  congestion  of  railroad  yards  and  sidings  In  certain  districts 
of  southeastern  Kentucky  began  to  interfere  with  the  place- 
ment of  empty  cars  at  the  mines.  As  a  consequence  loadings  on 
Wednesday  and  Thursday  were  about  a  thousand  cars  below  those 
of  last  week.  It  Is  therefore  unlikely  that  the  total  output  for  the 
eleventh  week  will  do  more  than  reach  the  5,000,000-ton  mark. 

There  has  been  little  change  during  the  week  In  the  number  of 
men  on  strike.  The  accumulation  of  unbilled  loads  Is  still  de- 
clining. Consumers'  stock  piles  are  being  drawn  upon  to  meet  the 
deficit  between  consumption  and  production.  How  great  is  the  draft 
upon  stocks  can  not  be  accurately  stated,  because  the  rate  of  con- 
sumption Is  not  known.  There  are  evidences  that  business  is  re- 
viving and  the  consumption  of  coal  Increasing. 

The  number  of  unbilled  cars  at  the  mines  continues  to  decline 
steadily.  In  the  tenth  week  of  the  strike  the  dally  average  number 
nf  unronslgned  loads  of  bituminous  coal  was  5,391.  This  figure  In- 
cludes nil  unbilled  coal  held  by  all  of  the  carriers.  The  total  Is 
now  barely  a  sixth  of  that  In  the  week  of  April  8. 

Dumpings  of  bituminous  coal  over  the  Lake  Erie  piers  showed 
no  Improvement  during  the  second  week  In  May.  and  In  fact  war* 
slightly  less  than  In  the  week  of  the  Memorial  Day  Holiday.  Ac- 
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cording  to  the  Coal  and  Ore  Exchange,  the  total  quantity  dumped 
was  WJ.1IU  tonn.  a  decrease  of  7.202  tona.  This  was  but  28  per 
cent  of  the  dumping*  In  the  corresponding  week  In  1921.  Of  the 
total  dumping!.  283.631  tona  wi-ro  cargo  coal,  and  9,579  were  vessel 
:  .. 

Cumulative  ilmni>l»KS  for  the  prearnl  season  to  date  stand  at 
1U0.75Z  tona.  about  :  lea*  tlmn  in  1021.  f.2  per  cent  less 

than  In  UK.  and  but  146.000  tona  more  than   In  1920. 

The  coal  division  of  the  Department  of  Commerce  this  week 
Issued  the  following  statement  on  railroad  consumption  and 
stocks  of  bituminous  coal: 

The  American  Railway  Association  has  just  Issued  a  report  show- 
Ing  that  all  railroads  In  the  United  States  had  on  June  1st  In  stock 
plies  or  In  cars  10.847.000  tons  of  bituminous  coal.  The  average  dally 
consumption  for  the  month  of  May  by  carriers  of  this  coal  approxi- 
mated 284.000  tons,  of  which  145,000  tons  per  day,  on  average,  was 
being  taken  from  stock  on  hand. 

Based  upon  the  total  average  dally  consumption,  including  the 
product  of  operating  mines  the  carriers'  position  showed  that  they 
had  on  hand  on  May  1st  94  days'  supply  and  on  June  1st  75  days' 
supply,  on  the  average. 

The  following  statements  showing  the  Information  on  the  carriers 
as  a  whole  are  self-explanatory: 

Consumed 
Month      Total  Consumption        from  Current  Coal          Consumed  from 

!:<•(•.. ivc-d  Stock 

April  8.350,000  '.000  -1,800.000 

May  8,520,000  4.320,000  4.200,000 


Stocks       Total  Dally 
D»y  _on          _  Average 

isun 


Daily  Average 
Consumption 
from  Stock 


Days  Supply 
on  Hand 
(*) 


Hand      Consumption 

April     1         19.843,833          271.000  

May    1          15.052.268          278,000  160,000  94 

June     1        10,846.567          284,000  1 1.1,000  75 

(•)     Based    only    upon,  that    portion    being    actually    taken    from 
stock  piles  at  the  rate  established  during  April  and  May  respectively. 


Personal  Notes 


D.  J.  Bond  Is  appointed  comptroller  of  the  M.  St.  P.  &  Ste. 
Marie,  vice  C.  W.  Gardner,  retired. 

P.  R.  Conaghan  is  appointed  freight  traffic  agent  of  the 
N.  C.  &  St.  L.  at  Memphis. 

The  L.  E.  &  W.  announces  the  following  appointments: 
P.  L.  Holtz,  district  freight  agent,  and  A.  F.  Weaver,  freight 
representative,  at  St.  Louis;  J.  K.  Leigh,  district  freight  agent, 
at  Minneapolis;  T.  J.  Faulconer,  district  freight  agent  at  Pitts- 
burgh; W.  A.  Angrick,  commercial  agent  at  Kokomo;  A.  C. 
McKlnley,  district  freight  agent,  R.  T.  Abbott,  freight  repre- 
sentative. C.  J.  Pearson,  freight  representative,  at  Chicago; 
E.  G.  Hayler.  commercial  agent,  at  Muncie;  C.  B.  Craig,  traffic 
representative,  at  Fort  Wayne;  W.  B.  Robbins,  district  freight 
agent  at  Detroit;  C.  H.  McHugh,  division  freight  and  passenger 
agent,  and  C.  R.  Strlckler,  R.  F.  Waughop  and  H.  W.  Wittman, 
freight  representatives  at  Peoria;  W.  A.  McGowan,  district 
freight  agent  at  Kansas  City;  H.  C.  Fisher,  division  freight  and 
passenger  agent,  and  E.  C.  Wolfe,  freight  representative  at 
San  dusky. 

W.  F.  Richardson  is  appointed  freight  traffic  manager  of  the 
B.  &  O.  at  New  York. 

W.  K.  Young  is  appointed  commercial  agent  of  the  G  M  & 
N.  at  Pittsburgh. 

R.  G.  Kreitler  has  been  appointed  traffic  commissioner  of 
the  Canton  Chamber  of  Commerce,  Canton,  O.  He  began  his 
railroad  career  as  a  telegraph  operator  on  the  Pittsburgh  & 
Western  and  saw  service  on  the  Pittsburgh  &  Lake  Erie,  the 
New  York  Central,  the  Erie  and  the  Baltimore  &  Ohio,  having 
been  agent  for  the  latter  for  twelve  years,  at  several  stations 
In  Ohio.  In  1903  he  left  the  railroad  service  and  entered  the 
purchasing  department  of  the  Warren  Paint  Company,  Warren, 
O.,  leaving  that  company  in  1906  to  become  general  manager 
f  a  wholesale  house  In  Fort  Smith,  Ark.  In  April,  1908,  he 
resigned  that  position  to  become  assistant  manager,  pneumatic 
tire  division,  the  Diamond  Rubber  Company,  Akron,  O.,  and  in 

J09,  was   promoted   to  manager  of  the  Boston,   Mass 
branch   office  of   the   same   company.    In   November,   1909.   he 
became  traffic  manager  of  the  Goodyear  Tire  and  Rubber  Com- 
pany, in  which  capacity  he  served  for  twelve  years. 

C.  M.  Teschemacher,  general  agent  for  the  Chicago  &  Alton, 
Chicago,  who  was  elected  chairman  of  the  freight  station  sec- 
Ion  of  the  American  Railway  Association,  at  Its  annual  meet- 
ing in  Philadelphia  this  week,  was  born  and  educated  at  Law- 
rencevllle.  111.,  and  entered  railroad  service  as  a  clerk  for  the 
Pennsylvania,  In  1892.     After  serving  11  years  with  that  line 
and  with  the  Big  Four,  he  became  associated  with  the  Alton 
03,  serving  successively  as  agent  at  Peoria,  Kansas  City 
and  Chicago,  and,  finally,  as  general  agent  at  Chicago.    He  was 
elected  second  vice  president  of  the  old  American  Association 
relght  Agents,  at  Its  32nd  annual  meeting,  In  Minneapolis, 
'20,  and  first  vice-chairman  of  the  Freight  Station  Section 
Us  successor,  at  the  Chicago  meeting.  In  1921.    His  selection  as 
chairman,  at  Philadelphia,  was  unanimous. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  annual    outing    of  the  Traffic  Club  of  the  Cincinnati 
Chamber  of  Commerce  will   be  held  at  Coney  Island,  June  29. 


The  annual  outing  of  the  Traffic  Club  of  New  England  will 
be  held  at  the  club  house  and  athletic  grounds  of  the  United 
Shoe  Machinery  Corporation,  at  North  Beverly,  June  27. 


Members  of  the  Traffic  Club  of  Troy  and  their  wives  were 
entertained  at  an  outing  at  Mid-City  Park  the  evening  of  June  14. 


Additional  traffic  clubs  that  have  formally  decided  to  join 
The  Associated  Traffic  Clubs  of  America  are  the  clubs  of  New 
England,  Atlanta,  Cincinnati,  Indianapolis,  Jersey  City,  Utica,  and 
San  Antonio. 


The  Traffic  Club  of  Baltimore  will  have  an  outing  at  Buedel's 
Park  June  24. 


Traffic  Club  of  New  York  had  a  golf  and  tennis  outing 
at  the  Hackensack  Golf  Club,  Hackensack,  N.  J.,  June  21. 


The  annual  outing  of  the  Traffic  Club  of  Wheeling  will  be 
held  June  27  at  Meyers  Lake  Park,  Ohio. 


The  Traffic  Club  of  Chicago  will  have  a  luncheon  June  27 
in  honor  of  J.  P.  Haynes,  the  new  traffic  director  of  the  Chicago 
Association  of  Commerce.  He  will  also,  on  that  occasion,  be 
presented  to  the  members  of  the  Chicago  Shippers'  Conference 
Association.  The  club,  at  this  luncheon  meeting,  will  pass  on 
the  question  of  joining  The  Associated  Traffic  Clubs  of  America. 
That  it  join  has  been  recommended  by  the  club's  public  affairs 
committee  and  its  board  of  governors.  It  also  has  several  reso- 
lutions to  consider. 


The  Traffic  Club  of  New  York  will,  June  27,  try  out  an  inno- 
vation in  the  way  of  a  noonday  luncheon.  It  will  be  at  the  Hotel 
Commodore  and  the  speaker  will  be  Edward  J.  Cattell  of  Phila- 
delphia. There  will  be  music. 


The  Louisville  Transportation  Club  will  have  an  outing  at 
West  Baden  Springs,  Saturday  and  Sunday,  June  24  and  25. 


The  Traffic  Club  of  Kalamazoo  held  Its  first  noon-day 
luncheon  at  the  Park  American  Hotel,  June  15.  It  marked  the 
opening  of  a  series  of  noon  joint  business  and  social  meetings 
called  in  place  of  the  second  regular  meeting  of  the  month 
scheduled  heretofore  for  the  evening  of  the  third  Thursday. 
The  change  is  to  continue  during  the  summer  months,  provid- 
ing it  proves  successful. 


INTERLOCKING    DIRECTORATES,    ETC. 

James  E.  Fickett  has  been  authorized  to  hold  the  positions 
of  vice-president  and  director  of  the  Utah  Idaho  Central  Rail- 
road; treasurer  and  director  of  the  Mount  Hood  Railroad  Com- 
pany and  secretary  and  treasurer  of  the  Sumpter  Valley  Rail- 
way Company. 

Various  officials  of  the  New  York  Central  Railroad  Com- 
pany, the  Michigan  Central  Railroad  Company  and  the  Toledo 
&  Ohio  Central  Railway  Company  have  been  authorized  to  retain 
their  positions  with  these  roads  in  addition  to  other  offices 
previously  sanctioned. 

In  addition  to  positions  previously  authorized  the  Commis- 
sion has  permitted  R.  E.  Clarke  to  hold  the  position  of  general 
purchasing  agent  erf  the  Nevada  Northern,  Bingham  &  Garfield. 
Ray  &  Gila  Valley,  and  Sacramento  Valley  &  Eastern;  C.  V. 
Jenkins  to  hold  the  position  of  treasurer  of  the  Ray  &  Gila  Val- 
ley, and  Charles  Hayden  to  hold  the  position  of  vice-president 
of  the  Ray  &  Gila  Valley. 

W.  J.  Creighton  and  J.  H.  Hopkins  were  permitted  to  hold 
the  positions  of  director  of  the  Monongahela  Connecting  Rail- 
road and  the  Aliquippa  &  Southern  Railroad. 

In  addition  to  positions  previously  authorized  the  Commis- 
sion has  permitted  F.  D.  Cumming  to  hold  the  position  of  as- 
sistant secretary  of  the  Monongahela  Connecting  Railroad  and 
the  Aliquippa  &  Southern  Railroad. 

Various  officers  of  the  Cheat  Haven  Railroad  were  permitted 
to  retain  their  positions  with  that  road  in  addition  to  positions 
previously  authorized. 

H.  R.  Preston  was  authorized  to  hold  the  position  of  vice- 
president  of  the  Cheat  Haven  Railroad  and  vice-president  of 
the  Baltimore  &  Philadelphia  Railway  and  numerous  other  roads. 


K.   &    O.    S.   SECURITIES 

The  Kansas  &  Oklahoma  Southern  Railway  Co.,  which  was 
authorized  in  February  to  construct  and  operate  10  miles  of 
line  extending  northwest  from  Vinita,  Okla.,  has  applied  to  the 
Commission  for  approval  of  an  issue  of  $500,000  of  first  mort- 
gage bonds  and  $32,400  of  capital  stock,  and  for  authority  to 
sell  securities  to  raise  funds  for  constructing  and  equipping 
the  road. 


June  24.  1922 
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Jojntjrariffs — Thirteenth  Lesson  in  the  Course  Written  for  the  Traffic  World  by  Grover  G. 
Huebner,  Ph.  D.,  Professor  of  Transportation  and  Commerce,  University  of  Pennsylvania* 


Joint  tariffs  contain  the  joint  or  through  rates  applying 
over  the  lines  of  two  or  more  carriers.  The  quoting  of  such 
rates  necessarily  requires  agreement  among  the  carriers  con- 
cerned. As  to  Joint  tariffs,  they  may  be  published  either  by  one 
of  the  carriers  interested  or  by  an  agent  representing  all  the 
lines  involved.  In  the  latter  case,  the  tariff  is  known  as  an 
agency  tariff.  This  subject  will  be  discussed  in  the  following 
lesson. 

The  advantages  to  the  shipping  public  of  having  rates  pub- 
lished through  to  destination.  Instead  of  computing  the  through 
rate  by  adding  together  the  various  local  rates  of  each  carrier, 
are  self-evident.  The  use  of  such  rates  began  early  in  the 
development  of  the  American  railroad  system,  but,  due  to  the 
absence  of  government  regulation,  there  was  no  necessity  for 
a  railroad  to  adhere  to  the  rates  quoted.  In  some  cases  through 
rate*  would  be  quoted  without  any  agreement  with  the  roads 
concerned:  and  this  fact,  combined  with  the  rate  wars  which 
marked  the  history  of  American  railroads  In  the  last  half  of 
the  nineteenth  century,  caused  frequent  deviation  from  the  rates 
as  quoted.  The  passage  of  the  act  of  1887  did  not  greatly 
remedy  these  conditions,  because  carriers  were  still  largely  free 
to  do  as  they  pleased  with  their  rates  and  tariffs.  The  amend- 
ments of  1889  and  1891  were  of  only  slight  Improvement,  and 
It  was  not  until  the  Hepburn  amendment  of  1906  and  the  Mann- 
Klkins  law  of  1910  were  enacted  that  full  governmental  super- 
vision over  joint  tariffs  through  the  Commission  was  accom- 
plished. Section  6.  paragraph  4,  of  the  Interstate  commerce 
act,  provides  now  as  follows: 

Th.-  nnme»  of  the  several  carrier*  which  are  partle*  to  any  joint 
tariff  shall  he  specified  therein,  and  earn  of  the  parties  thereto,  other 
than  the  one  filing  the  same,  ahall  file  with  the  Commission  itirli  .  vi- 
denee  of  concurrence  therein  or  acceptance  thereof  a*  may  be  required 
or  approved  by  the.  Commlulon.  and  where,  au.-h  evidence  of  concur- 
rence of  acceptance  U  filed  It  shall  not  be  necessary  for  the  carrier* 
mini-  the  aame  to  aUo  Hie  cople*  of  th-  tariff*  In  which  they  are 
named  a*  partle*. 

Section  6.  paragraph  5.  of  the  act  to  regulate  commerce, 
further  enhances  the  stability  of  joint  tariffs  by  requiring  that 
every  railroad  company  engaged  In  interstate  commerce  must 
file  with  the  Commission  copies  of  all  traffic  agreements,  con- 
tracts or  arrangements  which  it  baa  entered  into  with  other 
carriers. 

Joint  tariffs  are  published  In  accordance  with  rules  promul- 
gated by  the  Commission.  Moreover,  the  Commission  Is  em- 
powered by  the  act,  after  public  hearing,  either  on  complaint 
or  Us  own  Initiative,  to  establish  through  routes  and  joint  rates, 
or  the  maxima  and/or  minima  to  be  charged,  the  divisions  of 
such  rates  and  the  terms  and  conditions  under  which  such 
through  routes  will  be  operated. 

Issuance  of  Concurrence! 

In  the  publication  of  joint  rates,  the  carriers  parties  to  the 
arrangement  Issue.  In  favor  of  the  line  publishing  the  tariff,  any 
one  of  various  forms  of  concurrences.  This  practice  is  the  one- 
now  in  vogue,  whereas  It  previously  was  customary  to  issue  a 
power  of  attorney  for  this  purpose.  There  are  four  forms  of 
concurrences  specified  In  Tariff  Circular  18-a.  each  varying  with 
the  degree  of  authority  which  It  in  desired  to  confer  upon  the 
carrier  Issuing  the  tariff. 

Form  FX-2.  as  follows.  Is  for  the  purpose  of  concurring  in 
a  particular  tariff  only,  which  is  named  In  the  form: 

(Name  of  Carrier  In  Pull) 

ml  Freight  Department. 
Date. 

Form  FX-1 — No 

To  the  Interstate  Commerce  Commission: 

Thin   In  to  certify   that   the   mam?  of  carrier)   accent*  to  and  ron- 

iimtiiin  and  filing  of  the  rate  schedule  described  Ix-low. 

together    with    supplements    thereto    and    reissue*    thereof    which    the 

named    Issuing   carrier    nr    Itn    ngent*    may    make    or   file,    and    hereby 

make*  Itnelf  a  party  thereto  nn.l  Imnrnl  thereby,  until  thin  authority  In 

.   formal  and  r.ftV-i.il  notice*  of  revocation  placed  In  the  hands 

•<   Interstate  Commerce  Commission  and  of  the  carrier  to  which 

fhla  concurrence  I*  Riven. 

Title  in.)   Number-     (Here  give  exact  description  of  title  of  sched- 
ule   Including;  number  and  name  of  sertea. ) 
I»«t«  of  bauc: 


fastieil  by  (company): 


(Same  of  carrier) 
By  (Name  of  officer) 
(Title  of  officer) 


The   second   form   of  concurrence,   known   as   FX-3.   grants 
authority  to  the  carrier  or  agent  In  whose  favor  It  Is  Issued,  to 

•Thla  lesson  was  prepared  by  Roland  Is.  Kremer.  M.  A..  Instructor 
In  Transportation  and  Commerce,  t'nlverslty  of  Pennsylvania. 


file  and  publish  freight  tariffs  in  which  rates  are  quoted  via 
the  line  of  the  concurring  railroad,  and  to,  but  not  from,  points 
on  its  line.  It  accordingly  covers  all  freight  traffic  passing  over 
its  lines,  with  the  exception  of  traffic  originating  thereon. 

The  original  of  this  concurrence  is  filed  by  the  issuing  car- 
rier with  the  Commission  and  a  duplicate  is  sent  to  the  carrier 
to  which  the  concurrence  IB  given. 

The  third  form  of  concurrence,  FX-4,  is  for  the  purpose  of 
specifying  exactly  the  authority  which  the  issuing  carrier  de- 
sires to  confer  on  the  railroad  publishing  the  tariff.  It  grants 
power  to  issue  schedules  of  charges  from,  to  or  between  stated 
points,  via  specified  routes  or  on  particular  kinds  of  traffic. 
This  provides  as  follows: 

This  Is  to  certify  that  the  (name  of  carrier)  assents  to  and  concurs 
In  the  publication  and  filing  at  any  freight  rate  schedule  or  supplement 
thereto  which  the  (name  of  carrier)  or  Its  agent  may  make  and  file 
and  In  which  this  company  Is  shown  as  a  participating  carrier,  and 
hereby  makes  Itself  a  party  to  and  bound  thereby  In  so  far  as  such 

schedule  contains   rates  applying   upon    ;    or   between    

and :  or  from  to ;  or  via 

Because  of  the  limiting  nature  of  this  form,  it  is  frequently 
used  in  connection  with  the  publication  of  rates  upon  some 
single  Important  commodity,  such  as  iron  and  steel,  coal,  etc. 

The  last  form  of  concurrence  (FX-5)  grants  to  the  carrier 
in  whose  favor  It  Is  drawn  complete  authority  over  the  pub- 
lication of  rates  on  all  through  traffic  passing  over  the  lines  of 
the  concurring  road  in  connection  with  the  line  Issuing  th<> 
tariff.  It  binds  the  concurring  carrier  to  all  freight  tariffs 
"applying  to  and  from  stations  on  its  lines  and  via  its  lines." 

As  in  the  case  of  FX-3,  the  original  of  concurrence  FX-4 
and  FX-5  must  be  filed  by  the  issuing  carrier  with  the  Commis- 
sion, and  duplicates  must  be  forwarded  to  the  railroads  upon 
which  the  authority  Is  conferred.  The  names  of  all  carriers  par- 
ticipating In  any  tariff,  together  with  the  form  of  concurn-nn- 
Issued  by  them,  appear  in  accordance  with  the  regulations  of 
the  Commission,  in  the  first  few  pages  of  all  freight  tariffs. 
Revocation  of  Concurrences 

A  concurrence  may  he  revoked  by  filing  notice  of  such  revocation 

'ommlMlon  and  serving  saint*  upon  the  carrier  to  which  such 

m  Kiven.     Such,  notice  must  specify  the  date  upon  which 

revocation  Is  to  be  made  effective  and  must  give  at  least  sixty  days' 

notice  to  the  Commission  and  to  the  carrier  to  which  concur  i 

v  i.iion  of  tariff  or  tariffs  shall  be  made  In  the 

Kupplemi-r  sue  thereof,  nnd  If  necessary,  supplement  or 

r«ls»ue  shall  lie  made  for  the  dole-  purpose  of  making  such  chmiKe 
lawftill\  fffr.  live  on  statutory  notice  upon  the  effective  date  stat.-d  In 
the  notice  of  revocation. 

This  part  of  the  Commission  Tariff  Rule  26  (b)  specifies 
the  method  by  which  concurrences  may  be  revoked.  The  mini- 
mum time  of  sixty  days  Is  for  the  purpose  of  enabling  the 
carrier  which  Issued  the  tariff  to  make  the  alteration  within  i  In- 
statutory  limit  of  thirty  days  for  changes  in  rates. 

Mere  filing  of  the  revocation,  as  indicated  above,  does  not 
change  the  rates  affected,  however.  Such  change  is  effective 
only  when  the  corresponding  change  Is  made  In  the  tariff  and 
upon  the  required  thirty  days'  notice.  Should  the  carrier,  there- 
fore, that  Issues  the  tariff  fail  to  make  the  changes  ordered  in 
the  revocation.  It  Is  liable  to  all  other  carriers  for  the  difference 
In  the  charges  under  the  tariff  as  it  is  and  as  it  would  have 
been  had  the  changes  been  properly  made.  The  shipping  public 
Is,  of  course,  entitled  to  the  original  rates,  because  only  the 
rates  as  published  are  lawful:  and  the  revoking  carrier  has  the 
right  to  be  entirely  free  from  any  unsatisfactory  rate  upon  tin- 
date  on  which  the  revocation  becomes  effective,  whether  or  not 
the  line  publishing  the  tariff  carries  out  the  provisions  of  the 
revocation. 

When  a  tariff  Is  issued  under  the  authority  granted  in  a 
concurrence,  the  rates  named  are  legal  rates,  and  the  carrier 
granting  the  concurrence  Is  bound  to  observe  them.  A  carrier 
has  no  means  of  preventing  another  carrier  from  naming  it 
as  a  party  to  a  joint  tariff  without  proper  authority  to  do  so,  nor 
can  It  prevent  another  carrier  from  exceeding  the  authority 
conferred  in  a  limited  concurrence.  However,  a  Joint  tariff  not 
properly  authorized  Is  unlawful  and  participating  carriers  are 
not  bound  to  observe  It— Indeed,  it  Is  their  duty  to  refuse  to 
apply  It.  Responsibility  for  the  unlawful  Inclusion  of  any  car- 
rier as  a  party  to  a  Joint  tariff  or  for  the  Improper  use  of  a 
limited  concurrence  rests  entirely  on  the  carrier  issuing  tin- 
tariff  and  the  extent  of  Its  liability  is  measured  by  the  dlffen-nr. 
between  tho  charges  indicated  in  the  tariff  and  what  they  would 
have  been  had  the  improper  rates  not  been  published  and  filed. 
Plenary  Effect  of  Joint  Tariffs 

A  published  through  rate  from  point  of  origin  to  place  of 
destination  Is,  according  to  the  tariff  rules  of  the  Commission, 
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i  In-  lawful  rate  to  bo  applied  to  that  movement,  irrespective  of 
the  number  of  carriers  involved  In  the  total  haul.  The  existence 
of  lower  combination  rates,  made  up  of  local,  proportional,  or 
other  through  rates,  does  not  alter  this  rule.  The  through  rate, 
a*  published,  la  the  only  legal  rate.  This  ruling  of  the  Commis- 
sion has  occasionally  brought  established  Joint  rates  into  con- 
flict with  the  long-and-short-haul  provisions  of  the  Interstate 

.merce  act,  which  forbid  any  carrier  "to  charge  any  greater 
compensation  as  a  through  rate  than  the  aggregate  of  the  In- 
termediate rates."  A  combination  through  rate  may  amount 
to.  »*y.  $1,  as  compared  with  the  publi.shed  rate  of  $1.10;  the 
former  amount  would  be  charged,  under  the  terms  of  the  act, 
whereas  the  latter  sum  would  be  the  proper  rate,  under  the 
ruling  of  the  Commission.  In  cases  of  this  kind  the  published 
through  rate  may  be  reduced  to  the  sum  of  the  intermediate 
rates  involved  (and  to  this  amount  only),  on  notice  of  one  day 
to  the  Commission.  The  correction  is  made  either  in  a  supple- 
ment to  or  reissue  of  the  tariff,  and  must  Indicate  that  such 
change  is  effective  on  less  than  statutory  notice  "by  authority 
of  rule  56  of  Tariff  Circular  18-A."  Certain  other  notations  are 
also  required.  Moreover,  under  the  law,  the  Commission  has 
power  to  exempt  carriers  from  the  application  of  the  long-and- 
short-haul  clause,  subject  to  certain  restrictions  defined  by  the 
act. 

The  Commission  states  that  prompt  correction  of  through 
rates  which  exceed  the  combination  of  intermediate  rates  is 
impossible  because  of  the  legal  requirement  that  full  hearing 
must  be  conducted  before  orders  are  issued  to  change  a  rate; 
but  it  also  states  that  upon  formal  complaint  to  the  Commission 
In  such  cases,  the  burden  will  be  upon  the  carrier  to  defend  such 
higher  rate,  which,  because  it  is  higher,  is  prima  facie  unrea- 
sonable. 

Occasionally  instances  arise  in  which  published  through 
rates  are  defeated  by  combining  state  rates.  This  may  occur 
by  shipping  freight  to  the  boundary  of  the  state  of  destination 
on  a  through  rate,  proportional  rate  or  local  rate  and  then  re- 
billing  from  this  point  to  destination  on  a  state  rate,  the  com- 
bination charge  being  lower  than  the  published  through  rate 
for  such  shipment.  Such  practices  have,  however,  been  disap- 
proved by  the  Commission. 

Construction  of  Joint  Tariffs 

The  regulations  of  the  Commission  as  to  the  arrangement 
of  local  tariffs,  discussed  in  Lesson  No.  11,  apply  also  to  joint 
tariffs.  The  rates  published  may  be  class  or  commodity  rates, 
or  both,  and  proportional  rates  may  also  be  quoted.  The  ar- 
rangement of  the  rates  in  the  tariff  may  take  different  forms. 
Ordinarily,  because  of  the  number  of  points  for  which  rates  are 
published,  rates  are  indicated  by  some  grouping  arrangement. 
The  usual  groupings  of  points  between  which  rates  are  provided 
are  by  name  of  some  predominating  city  in  a  given  locality  or 
by  number.  Thus,  in  shipments  between  Central  Freight  Asso- 
ciation territory  and  Trunk  Line  territory,  points  in  the  latter 
section  of  the  country  are  grouped  under  the  names  of  different 
cities  according  to  location.  Reading,  Pa.,  for  example,  Is  In 
the  Philadelphia  Group,  York,  Pa.,  In  the  Baltimore  Group,  etc. 
The  Index  of  stations  at  the  beginning  of  the  tariff  usually  indi- 
cates the  grouping  arrangement  adopted  in  the  tariff;  or  it 
may  be  shown  by  turning  to  the  page  specified  for  each  station 
lilted  in  the  Index.  The  same  general  rules  for  reading  tariffs, 
as  stated  in  the  preceeding  lesson,  will,  if  carefully  followed, 
enable  one  to  find  the  correct  rate  in  the  most  intricate  tariff. 

The  usual  sign-posts  which  must  be  carefully  followed  In- 
clude the  index  of  commodities,  if  the  tariff  contains  commodity 
rates;  the  Index  of  stations  and  all  references  pertaining  thereto; 
the  explanation  of  abbreviations  and  characters;  the  special 
rules  and  Instructions;  directions  as  to  routing,  if  necessary; 
and  the  explanatory  notes. 


PROPOSED  MAINE  RAILROAD  DISAPPROVED 
In  disposing  of  applications  of  the  Eastern  Maine  and  of  the 
Mattawamkeag  &  Eastern,  the  Commission  has  ruled  that  public 
convenience  and  necessity  have  not  been  shown  to  require  the 
construction  of  new  lines  of  railroad  between  Houlton  and 
Bangor.  Me.,  and  between  Drew  Plantation  and  Mattawamkeag, 
Me.  The  Eastern  Maine  and  the  Mattawamkeag  &  Eastern, 
the  latter  a  proposed  corporation  to  be  organized,  filed  separate 
applications,  the  Eastern  Maine  seeking  authority  to  build  a 
lint-  from  Houlton  to  Bangor.  and  the  proposed  corporation  to 
build  a  branch  from  the  main  line  of  the  Eastern  Maine  at 
Drew  Plantation  to  Mattawamkeag,  making  a  total  mileage  of 
about  128  miles.  The  Bangor  &  Aroostook  filed  a  protest.  The 
Commission  said  the  applicants  based  an  estimate  of  the  prob- 
able amount  of  tonnage  available  the  first  year  on  the  tonnage 
Into  and  out  of  Houlton  over  the  Bangor  &  Aroostook  for  the 
year  ending  October  31,  1921,  and  that  they  expected  to  obtain 
half  of  that  tonnage.  As  to  that,  the  Commission  said,  the  facts 
did  not  warrant  the  belief  that  any  substantial  tonnage  from 
Houlton  would  be  available  for  the  new  line.  It  also  disapproved 
of  the  plan  nuggested  for  financing  the  proposed  lines. 


Help  for  Local  Freight  Agents 

It  has  appeared  to  The  Traffic  World  that  it  might  be  of  assistance 
to  local  agents  if  it  would  attempt  to  answer  questions  that  may  perplex 
some  of  them.  We  have,  therefore,  employed  a  local  freight  agent  of 
long  experience  who  will  give  his  attention  to  such  matters.  Questions 
should  be  addressed  to  the  editor  of  Th:  Traffic  World.  They  should  be 
brief  and  clear.  Names  of  the  inquirers  will  not  be  used.  If  there  does 
not  seem  to  be  sufficient  demand  tor  this  service  it  will  be  discontinued. 
Only  questions  from  suscribers  will  be  considered,  of  course. 

Q. — If  freight  arrives  consigned  to  a  designated  party,  in 
care  of  a  second  party,  is  Jt  proper  to  deliver  to  the  first  party? 

A. — Agent  must  not  deliver  to  the  first  party  unless  the 
party  to  whose  care  it  is  consigned  gives  an  order  in  writing 
to  that  effect  or  unless  the  first  party  holds  the  original  bill  of 
lading. 


Q. — Is  it  necessary  to  mark  freight  in  excess  of  full  cars? 
A. — Yes,   as  required   for  less   than   carload  freight,   except 
where  such  excess  is  20,000  pounds  or  more. 


Q. — Must  freight  consigned  "To  Order"  be  marked  with  an 
identifying  symbol  or  number? 

A. — Yes,  and  must  be  shown  on  shipping  order  and  bill  of 
lading. 


Q. — Is  it  permissible  to  advance  charges  to  draymen  or 
warehousemen  ? 

A. — No  charges  of  any  description  should  be  advanced  to 
shippers,  owners,  consignees  or  agents  thereof. 


Q.— What  rating  should  be  applied  when  packages  contain 
freight  of  more  than  one  class? 

A.— The  rating  provided  for  the  highest  classed  freight  con- 
tained in  the  package. 


Q. — If  ice  is  taken  from  bunkers  of  car  by  consignee,  what 
charge,  if  any,  should  be  made? 

A. — Charges  should  be  made  on  actual  weight  of  the  ice 
in  bunkers  at  destination  and  at  carload  rate  applicable  on  the 
freight  which  it  accompanies. 


CHICAGO  &  ALTON  EXTENSION 

The  Commission  has  authorized  the  Chicago  &  Alton  to 
extend  its  line  beginning  with  the  terminus  of  an  existing 
branch  line  at  Titus,  Greene  county,  111.,  thence  extending  due 
south  about  3%  miles,  and  to  construct  a  branch  of  such  ex- 
tension beginning  about  2  miles  south  of  Titus  and  extending 
westerly  approximately  2  miles  to  a  point  on  the  Illinois  River 
opposite  the  city  of  Hardin,  Calhoun  county,  being  all  in  the 
counties  of  Greene  and  Jersey  and  comprising  5.67  miles  of  new 
line.  The  Commission  said  the  greater  part  of  the  territory 
to  be  served  was  in  the  northwest  corner  of  Jersey  county 
and  that  the  only  station  to  be  established  would  be  at  the  ter- 
minus of  the  branch  opposite  Hardin,  to  and  from  which  point 
a  ferry  service  will  be  operated  in  connection  with  the  railroad. 
The  estimated  cost  is  $216,683,  of  which  $136,457  will  be  borne 
by  the  company.  The  Nutwood  District  Improvement  Associa- 
tion and  the  Calhoun  Improvement  Association  are  to  furnish 
the  right-of-way,  piling  and  telegraph  poles,  timber  for  cattle 
guards,  fences,  ties  and  bridges  and  do  part  of  the  grading. 


AUTHORITY  TO  ABANDON  LINE  DENIED 
An  application  of  the  Great  Northern  for  authority  to  aban- 
don that  portion  of  its  Portland  branch-  extending  from  a  point 
3,822  feet  north  of  the  center  of  the  station  at  Portland  to  a 
connection  with  the  Mayville  branch  of  its  railroad  at  Portland 
Junction,  a  distance  of  3.69  miles,  in  Traill  county,  N.  D.,  has 
been  denied  by  the  Commission.  The  company  also  proposed 
to  remove  the  track  connecting  the  two-branch  line  at  Portland 
Junction.  The  application  was  opposed  by  citizens  of  Erie  and 
Galesburg,  N.  D. 

"The  applicant  does  not  contend  that  the  operation  of  the 
Portland  branch  is  unprofitable,"  the  Commission  said.  "It  is 
apparent  that  the  saving  to  be  effected  by  the  proposed  aban- 
donment would  be  relatively  small.  It  also  appears  that  the 
towns  served  by  the  Portland  branch  would  be  placed  at  a 
commercial  disadvantage,  as  compared  with  the  towns  on  the 
Mayville  branch,  because  of  the  resultant  increase  in  freight 
charges,  which  would  put  an  added  burden  upon  the  local  con- 
sumers." 


CENTRAL  OF  NEW  JERSEY  BONDS 

The  Commission  has  authorized  the  Central  Railroad  of 
New  Jersey  to  sell  not  exceeding  $2,000,000  of  6  per  cent  equip- 
ment trust  bonds  at  not  less  than  98  per  cent  of  par  and  accrued 
Interest.  The  company  may  pledge  the  bonds  as  collateral 
security  for  loans  pending  their  sale. 
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MEETING  OF  STATION  AGENTS 

(By  a  staff  correspondent  at  Philadelphia.) 

With  what  its  officers  said  was  the  best  attendance  ever 
registered,  the  second  annual  meeting  of  the  Freight  Station 

ion.  Operating  Division.  American  Railway  Association, 
opened  in  Philadelphia  June  20.  To  most  of  the  attending 
agents  it  was  the  34th  meeting,  for  the  Freight  Station  Section 
is  only  a  recent  outgrowth  of  what  was  the  American  Associa- 
tion of  Freight  Agents,  founded  in  St.  Louis,  in  1888. 

J.  C.  Gilmore.  chairman  of  the  section,  called  the  meeting  to 
order  and  Introduced  Dr.  C.  E.  Catell,  representative  of  the 
Mayor  of  Philadelphia,  who  welcomed  the  delegates.  Dr.  Catell. 
an  old  railroad  man,  entertained  the  members  with  a  number 
of  interesting  recollections  and  humorous  stories.  Further,  he 
Inspired  them  by  sketching  the  magnitude  of  the  work  laid  out 
for  the  railroads  In  the  United  States  and  the  Important  part 
the  agents  were  to  play  In  that  work. 

"Doctors  tell  us  that  a  man  is  as  old  as  his  arteries."  said 
IT.  Catell.  "and  that  saying  might  be  properly  paraphrased:  'A 

try  Is  as  old  as  its  railroads.'  The  country  is  slowly  awaken- 
ing to  that  fact,  and  we  find  a  new  spirit  of  live  and  let  live,  as 
applied  to  the  railroads,  permeating  the  feellnes  of  the  public. 

"I  am  reminded,  when  thinking  of  a  government  that  would 
hinder  the  railroad  at  every  step,  and  of  munlolpalitles'and  local 
boards  that  require  tbe  construction  of  expensive  track  elevations 
at  every  crossing  where  a  drunken  speeder  may  cross  once  in 
ten  years,  of  the  man  who,  when  he  became  tired  of  his  dog's 
barkings.  held  him  out  of  the  open  window  until  he  froie  to 
death.  Two  weeks  later  the  man  himself  died  of  pneumonia. 

"The  simile  Is  not  exaggerated,  and  I  believe  that  thinking 
people  now  realise  that  the  destruction  of  the  railroads,  as  in- 
dependent and  efficient  entities,  would  mean  the  destruction  of 
the  Republic." 

R.  T.  Russell,  vice  president  of  the  Pennsylvania  ft  Reading, 
In  a  short  informal  talk,  reminded  the  agents  that  the  whole  rail- 
road world  was  watching  them  and  that  their  actions  and  de- 
liberations would  have  great  weight  In  the  shaping  of  railroad 
policy.  R.  H.  Alshton.  president  of  tbe  American  Railway  As- 
sociation, and  Daniel  Wlllard,  chairman  of  Its  board,  sent  regrets 
with  explanations  of  their  inability  to  attend.  T.  DeWitt  Cuyler. 
chairman  of  tbe  Association  of  Railway  Executives,  however, 
and  several  other  prominent  railroad  executives,  signified  In  let- 
ten  their  intention  of  attending. 

minutes  of  the  Chicago  meeting  of  1921  were  approved 
as  printed,  and  the  committee  on  arrangements  reported  an  in- 
vitation had  been  received,  from  Charles  E.  Ewlng,  vice  presi- 
dent of  the  P.  A  R..  offering  a  special  train  in  which  the  agents 
might  make  an  Inspection  tour  of  the  Richmond  terminals.  Tbe 
Invitation  was  accepted. 

Colonel  Gilmore.  as  chairman  of  the  Committee  of  Direction, 
then  presented  his  report.  Significant  portions  of  it  were  as 
follows: 

Unitary  1  1322.  your  chairman  deemed  It  advisable  to  sub- 
mit a  semi-annual  report  to  each  sections!  committee,  showing  the 
activities  of  the  Freight  Station  section.  In  order  to  afford  Information 
and  derelop  the  Individual  Interest  essential  to  the  welfare  of  our 
organization.  Therefore  that  communication  should  be  considered 
part  of  the  annual  report  of  the  chairman.  Many  letters  were  re- 
•  1.  showing  that  the  Ktatment  was  appreciated  and  had  the  de- 
sired effect. 

During  the  past  six  months  considerable  business  had  been  trans- 

•  ral   committees  #»rf*mlng    Ih'-lr   exacting  duties   with 

.lillKinc.-  and  efficiency.    The  Commit'*.-  nn  Operation   gave   consldsj- 

Mtenllon  to  several  topics,  as  follow.*      Cincinnati  topic.   Affirm*"^" 
live  Check  of   I.    i'     I.     MIT"  M-in.lin.-     K  mean   •'>>•.    T<M' 

-•me  System  In  Handling:   '  -elgt.1  Tli  -  • 

fnperirl*  'ore    Cars    Are 

Forwarded:  docket  Xn    J«.  Afflrmat  I.    Inhotind  Freight: 

i    14.  Standard  for  Receiving.  Chc<  king.  Loading.  Unloading. 

cht. 

I   wil:  .f   the  committee   to   read    the   report   In 

detail  as  It  Is  deemed  worthy  of  eamem  consideration. 

Methods  of  Checking    Freight 

The  chairman  not  being  present.  K.  E.  Lam  her  ton.  assistant 
general  manager.  Southern  Pacific  Steamship  Co..  New  Orleans, 
n  member  of  the  committee,  read  reports  detailing  the  methods 
used  for  checking  freight  affirmatively  by  the  Erie  railroad  at 
Cleveland,  the  Santa  Fe  at  Kansas  City  and  the  Louisville  * 
Nashvnie  at  Cincinnati.  A  system  In  operation  on  the  Big  Four 
was  also  explained.  The  various  methods  were  then  discussed 
In  the  report  and  their  good  points  and  defect*  pointed  out.  The 

rnlttet-  made  no  »T»  mrm-ndatlons.  except  to  say  that 

Rome  sort  of  affirmative  check  should  be  used,  and  that  further 
Investigations  should  be  made  to  determine  tbe  relative  costs  of 
the  four  systems  explained. 

In  making  recommendations  as  to  standards  for  receiving, 
checking,  loading,  unloading  and  delivering  freight,  the  com- 

••e  said  six  fundamentals  must  be  borne  In  mind.   They  w«-re: 

v    competent    number   of   receiving   clerks,    or    combination    re- 
•  ding  clerks,   to  act  a*  the  first   line  of  defense  In  the  pro- 
' 

that  will  prove,  an  nearly  as  pOMlble,  delivery 
the  right  car  In  accordance  with   th<-   descriptions 
*hown  on  the  Mil  of  lading  or  shipping  ticket 


3.  The  loading  must  be  in  such  a  manner  as  to  resist  the  shocks 
of  transportation,  which  admittedly  are  getting  greater  with  the  larger 
locomotives  and  more  cars  per  train  economy  of  operation  demands. 

4.  Unloading  must    necessarily   start    with    the   correct    check    of 
the  freight  from  the  car,  which  requires  competent  check  clerks  awake 
to  the  necessity  for  accuracy. 

5.  A  proper  ballot   system   that   will   insure   freight   being  moved 
from  the  car  to  a  specific  location  In  the  house,  or  to  another  car  in 
case  of  transfer  freight. 

6.  Delivery   clerks   who   have    a    knowledge   of   the    freight    claim 
rules  and  are  competent  to  interpret  and  apply  them. 

Mr.  Gilmore's  report  then  continued: 

Protection  Against  Unjust  Claims  on  Perishable  Freight: — Sub- 
j'-i-t  is  still  under  discussion  by  the  Committee  on  Direction. 

Tractor  Methods  of  Handling  L.  C.  L.  Freight: — The  Committee 
on  Operation  to  whom  this  subject  was  referred  for  investigation, 
made  an  earnest  effort  to  gather  reliable  Information,  showing  com- 
parisons of  costs,  efficiency,  etc.,  as  between  the  tractor  and  trailer 
and  the  hand  trucking  operations.  They  reported,  however,  that  re- 
liable statistics  along  these  lines,  based  on  past  operations,  were  not 
obtainable.  The  committee  will  continue  to  handle  the  subject  with 
a  view  of  developing  the  information  desired,  based  on  recent  and 
current  operations,  the  committee  having  been  advised  that  motor 
operations  have  recently  been  Installed  at  prominent  terminals. 

Report  of  Special  Committee  on  Interline  Billing: — The  report 
of  the  committee  In  connection  with  extension  of  Interline  billing  has 
been  referred  to  the  general  secretary  of  the  A.  R.  A.,  with  the  en- 
dorsement of  our  section. 

Prevention  of  Loss  of  Entire  Package:— This  subject  Is  still  in 
tin-  hands  of  the  committee  on  operation. 

Concealed  Loss: — This  subject  was  referred  to  Freight  Claim  Sec- 
tion. A.  R.  A.,  for  their  action,  and  they  advise  that  they  have  referred 
It  to  their  special  representatives  for  study  and  report  at  the  next 
meeting  of  that  section. 

Collections  and  Credits: — This  subject  Is  receiving  consideration 
from  the  Committee  on  Direction. 

Assessing  Charge  for  Intercepting  L.  C.  L.  Shipments  at  Points  of 
Origin: — This  subject  was  Investigated  by  the  Committee  on  Station 
Traffic.  In  obtaining  the  views  of  sectional  committees  located  In 
46  of  the  large  traffic  centers.  It  developed  that  but  3  were  in  favor 
of  making  a  charge  for  the  service  of  Intercepting  L.  C.  I..  Khipments 
at  points  of  origin.  The  niminlttee.  therefore,  recommended  that  we 
disapprove  of  the  suggestion  and  that  the  subject  be  dropped. 

Requiring  Shippers  to  Use  Standard  Sized  Shipping  Orders  for 
L.  C.  I.  Fi.-lKln.  im.l  Prohibiting  the  Printing  of  Articles  Thereon: — 
\Ve  have  referred  this  matter,  without  Indorsement,  to  the  Freight 
Claim  Section,  who  turn  ha\.  ,i  in  Hi. 

freight  claim  prevt  •  of  the  National   Industrial  Traffic 

League,  with  the  request  that  they  assist  In  our  efforts  to  bring  about 
the  adoption  of  this  recommendation. 

The    Supervision    of  of    Freight,    Demurrage   and    Other 

Transportation  Charges  by  the  Local  Freight  Agents'  Associations: — 
This  subject  was  handled  In  conjunction  with  the  collections  and 
credits  subject,  and  Is  still  under  consideration  by  the  committee. 

Report  of  Committee  on  Uniform  Form  Waybill: — This  subject 
was  handled  with  the  Accounting  Officers'  Association,  and  they  have 
made  provision  for  four  spaces  In  which  to  show  transfer  Information 
on  forms  IS,  111,  and  134  and  six  spaces  on  forms  99  and  100,  while 
our  recommendations  called  for  six  spaces  on  all  forms.  Although 
we  did  not  get  all  we  asked  for.  we  feel  that  considerable  progress 
has  been  made  In  the  more  satisfactory  preparation  of  forms  for 
waybill. 

Licensing  of  Public  Carts  and  Other  Vehicles: — The  report  of 
the  Committee  on  Topics  shows  that  two  papers  have  been  prepared 
for  consideration  at  this  session,  and  the  committee  deemed  it  ad- 
visable to  withhold  Its  report,  awaiting  the  Information  developed 
through  the  discussion  of  these  pm 

Standardization  of  Freight  Cars  and  Application  of  the  Graduated 
Minimum  Weight  Rule:— Dropped  from  the  docket. 

Uniform  Method  of  Handling  and  Accounting  for  Interline  Switch- 
Ing:— Dropped  from  the  docket. 

Simplified  Divisions  and  Through  Billing:— Referred  to  the  A.  It. 
A.  with  a  favorable  recommendation. 

(a)  Affirmative  check  of  I.,  c.  I.  Merchandise;  (b)  The  Necessity 
for  Some  System  in  Handling  L.  C.  L.  Freight  That  Will  Knable 
Supervisory  Forces  to  Detect  and  Correct  Errors  before  Cars  are 
Forwarded:  (c)  Affirmative  Check  on  I..  C.  I..  Inbound  Merchandise; 

-tandanl  for  Receiving.  Checking.  Loading.  Unloading  and  Deliver- 
ing Freight: — Open  for  general  discussion  and  action  at  this  session, 
.tute  Card  Waybills  for  Movement  of  Car  from  Point  of 
.LMS»I  to  Destination  In  Place  of  Revenue  Waybill  That  Now  Travels 
with  Car: — The  Committee  of  Direction  Is  not  In  favor  of  adopting 
this  recommendation  and  have  continued  It  for  further  consideration. 

I  am  sure  you  will  realize  that  each  member  of  a  standing  com- 
mittee nmi  the  member*  of  the  Cmimilttei'  nf  I  lii.-rtinn  deserve  com 
mendatlon  for  the  zealous  efforts  to  accomplish  a  satisfactory  con- 
clusion. 

The  Freight  Station  Section  Is  establishing  a  record  of  reliability 
acknowledged  by  the  American  Railway  Association,  when  It  requested 
representatives  of  our  section  to  serve  on  the  transportation  committee 
and  the  general  committee.  Your  chairman  was  also  honored  by  the 
election  to  membership  In  the  advisory  council  of  the  A.  R.  A. 

Wv  have  assumed  a  responsibility  which  ought  to  il.-\.i,.|.  il,. 
standing  and  authority  of  the  freight  agent,  tho  promotion  of 
i-rit,  and.  consequently,  efficiency  In  all  branches  of  our  activi- 
ties, showing  that  expectations  will  bo  realized.  The  coming  year 
will  be  the  dawn  of  a  new  era  In  railroad  operation,  with  the  freight 
agents  as  a  prominent  factor  In  establishing  an  attitude  with  the 
public  In  the  Interest  of  our  mutual  welfare. 

Various  Methods  of  Checking  Freight 

Consideration  of  the  various  methods  of  checking  freight 
took  up  a  considerable  portion  of  the  afternoon  session.  The 
report  of  the  committee  of  operation,  as  read  by  Mr.  lumber-ton 
at  the  morning  session,  was  fully  discussed.  In  the  discussion 
it  became  apparent  that  the  belief  of  many  of  the  members 
present  was  that,  no  matter  how  efficient  a  checking  method 
was,  there  was  always  danger  of  becoming  lax  wlicti  the  ruwh 
hour  approached.  At  such  times.  It  was  said,  th<>  ti-ml. 
was  to  get  the  freight  Into  the  rar  «o  that  the  car  could  be  at- 
tached to  the  train  and  little  attention  could  be  paid  to  checking. 
It  was  also  pointed  out  that  varying  conditions  at  stations  made 
It  almost  Impossible  to  recommend  a  standard  practice  for  use 
all  over  the  country. 
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\  motion  wus  finally  made  to  return  the  matter  to  the 
committee  of  direction  for  further  Investigation  and,  In  spite 
of  the  warning  sounded  by  E.  L.  Kemp  of  Chicago  that  the 
freight  claim  section  had  urged  expedition  in  the  matter,  s 
that  any  r,  <  ..nun.  ndaiion  that  might  be  made  could  be  used 
In  formula!  int  a  poli.-y  for  the  handling  of  claims,  the  motion 


ghing  L.     .      .    reg      w 
presented    by    the    Detroit    sectional 


Weighing  L.  C.  L.  Freight 

The  question  of  weighing  L.  C.  L.  freight  was  next  gone 
into,   the    matter    being 
committee,  aa  follows: 


, 

Y,"v"llin  mindd  several  freight  houses,  located  at  large  shipping 

utomatic 


beam  piatiorm  scales.     Aiiuiuer  1=  an   .nk.««.— 
«n  la     outbound  shed  combined.    This  shed  is  equipped  with  automatic 

truckers  to  so  out  of  their  way  to  reach  the  scales. 

The  fourth   freight  house  we  have  in  mind  is  an  outbound   shed 

r,ed   with  automatic  scales.     These  are  located  next  to  the  wall 

U-tween  the  reaving  doors.     This  freight  shed  is  so  constructed 

tl-t  teams  and  auto  trucks  can  drive  into  the  shed  to   unload  their 

freight   and  as  a  matter  of  convenience,  they  are  required  to  drive  into 

e  she'd  and  unload  their  freight  on  the  platform  near  the  cars.    This 

t  will  readilv  be  seen,  makes  It  necessary,  whenever  less-than-carload 

freight  is  weighed,  to  truck  it  from  the  center  of  the  house  to  the  side 

andThesebsheds°weefe"sure,  are  typical  of  at  least  90  Per  cent  of  the 
freight  sheds  of'  the  railroads  of  the  United  States  and  Canada;  and 
with  such  facilities,  we  are  sure  not  more  than  5  per  cent  of  the  less- 
than-carload  freight  passing  through  these  sheds  is  weighed.  Our 
opinion  Is  that  not  even  this  amount  is  weighed,  and  we  also  feel  cer- 
tain that  It  is  a  waste  of  railroad  money  to  spend  it  for  scale  facilities 
under  such  circumstances. 

We  are  glad,  however,  to  be  able  to  say  that  there  are  some  freight 
sheds  that,  in  our  opinion,  are  properly  equipped  for  the  weighing  of 
less-than-carload  freight,  and  that  scale  facilities  in  these  sheds  are. 
and  have  been  used  to  the  fullest  extent,  with  a  result  that  the  rail- 
roads Interested  have  profited  greatly. 

Only  one  of  these  sheds  will  be  mentioned.  This  is  an  outbound 
shed— and  by  the  way.  if  all  of  our  outbound  sheds  were  properly 
equipped  with  scale  facilities  and  all  shipments  weighed,  it  would  not 
be  necessary  to  weigh  inbound  freight.  This  shed  is  equipped  with 
automatic  scales  directly  In  front  of  each  receiving  door,  and  it  is 
necessary  for  every  pound  of  freight  received  to  pass  over  one  of  these 
scales  on  its  way  from  the  dray  to  the  shed  trucks  or  shed  floor.  We 
believe  the  expense  incident  to  the  equipping  of  a  freight  house  in 
this  manner  is  money  well  spent.  In  fact,  it  does  not  cost  more  to 
Install  a  set  of  scales  where  they  can  be  used  conveniently  than  it  does 
to  Install  them  in  an  out-of-the-way  place.  As  already  stated,  where 
tin-  Itittcr  course  is  pursued,  the  scales  are  not  used. 

Some  will  say:  "Why  weigh  less  than  carload  freight?"  The  ship- 
pers furnish  weights  in  most  cases,  and  the  furnishing  of  inaccurate 
weights  by  shippers  constitutes  a  violation  of  the  Interstate  Com- 
ce  regulations,  and  as  there  Is  a  penalty  provided  for  such  viola- 
tions, it  Is  reasonably  certain  that  the  shippers  will  furnish  correct 
weight."." 

As  to  shippers  furnishing  weights  it  may  be  said  that  a  check  of 
shipping  tickets  at  a  local  station,  for  a  period  of  four  days,  showed 
that  the  shippers  furnished  the  weights  on  87  per  cent  of  the  shipping 
tickets,  which  would  prove  the  accuracy  of  this  statement.  The  fact 
Is  also  well  known  that  all  weights  furnished  by  shippers  for  bills  of 
lading  and  shipping  orders  are  not  correct.  Some  furnish  as  accurate 
weights  as  possible,  but  some  are  liable  to  make  mistakes. 

The  weights  on  the  other  13  per  cent  of  the  shipping  tickets  the 
check  showed  were  added  by  carriers'  employes,  and  In  at  least  90  per 
cent  of  the  cases  these  weights  were  Incorrect,  owing  to  improper 
scale  fa.-illtles. 

No  doubt,   some  will   say  that  weighing  less-than-carload   freight 

•low*  up  shed  operation,  and  the  additional  expense  Incurred  on  account 

of  the  slowing  up  In  operation  will   more  than   offset  any  additional 

•  d   through   the  weighing  of  the   shipments.     Weighing 

leM-thaa-carload  feight  will  slow  up  shed  operation  to  some  extent. 

it  not   greatly,   if  scales   are   properly   located.     The   added  expense 

will  not  exceed,   or  equal  the  added  revenue.     Numerous  cases   could 

•i-d  where  the  weighing  of  less-than-carload  shipments  resulted  in 

Urn  increases  In  revenue.     However,  time  and  space  will  not  permit, 

and  only  one  cnsc  will   be  mentioned.     This  case  consisted  of  a  shin- 

'    consigned   to  Harnsdoll.   Okla.     The   shipper's   weight   was   1800 

'Hindu,  actual  weight  5500  pounds:  net  gain  in  revenue.  $54.55.     This 

pnient  was  made  by  a  firm  considered  to  be  reliable  and  the  con- 

nslon  was  that  the  weight  was  the  result  of  an  error.     As  already 

stated,    many   more   cases  could    be  (riven,   and  they  would  all   be   the 

It  of  the  weighing  of  only  about  1  per  cent  of  less-than-carload 

freight. 

In   dosing.  It  Is  suggested   that  this  matter  be  placed  before  the 
American  Railway  Association,  with  the  recommendation  that  a  week 
•t_  aside  ns  a   "National   Weigh  Your  Less  Than  Carload   Freight 
This  eould   be  handled  In  a  manner  similar  to  the  "Perfect 
r-knge  Month,"  with  the  exception  that  It  would  be  limited  to  rail- 
is  only.    This  suggestion  IB  mnde  with  a  full  knowledge  of  the  fact 
It  will  be  Impossible  for  all  stations  to  weigh  all  less-than-carload 
during  anv   one   week,    because  so  many   of  them   are   poorly 
with  senle  facilities.     However.  If  the  proper  interest  is  taken 
m  on  all  lines,  the  results  will  demonstrate,  to  some  extent 
rhnt  could  he  gained  by  railroads  In  this  country,  if  all  roads 
ill".]   with  scale   facilities  and  all  less-than-carload 


This  report,  as  was  suggested  by  one  of  the  delegates,  was 
ther  a  discussion  of  what  a  good  freight  station  should  be 


than  a  specific  recommendation.    It    was    passed    on    to    the 
committee  of  direction  for  disposition. 

Inspection  and  Carding 

A  great  deal  of  discussion  .followed  the  presentation  of  the 
first  Kansas  City  and  the  second  St.  Louis  topic,  which  were 
consolidated  for  consideration.  The  first  related  to  the  inspec- 
tion of  equipment  prior  to  loading,  and  the  carding  of  cars  suit- 
able for  the  loading  of  certain  commodities.  Figures  in  the 
report  showed  that  in  1921  $9,942,974  in  claim  payments  re- 
sulted from  defective  equipment— more  than  10  per  cent  of  the 
total.  In  addition,  the  report  said,  there  was  an  item  of  $1,053,- 
422  paid  out  for  loss  of  grain  "much  of  which  is  undoubtedly 
chargeable  to  defective  equipment."  The  Kansas  City  commit- 
tee suggested  the  use  of  cards,  of  which  a  sample  was  submitted, 
to  be  used  on  cars.  Continuing  the  discussion  of  this  remedy, 
the  committee  continued : 

The  proposed  form  has  been  in  use,  to  a  limited  extent,  for  some 
time-  but  on  account  of  being  applied  only  to  the  car  its  use  in  large 
terminals  has  not  been  practical  for  the  reasons  before  stated.  The 
•suggestion  offered  is  that  the  form  be  4  by  11  inches,  the  original  to  be 
made  of  hard  paper  or  card-board,  two  certificates  to  each  set;  the 
top  copy  to  be  of  ordinary  carbonized  paper;  the  two  to  be  made  up 
in  pads,  or  blocks,  of  as  many  as  may  be  convenient,  the  hard  copy 
to  be  applied  to  the  car  by  the  inspector,  and  the  thin  copy  to  be  mailed 
D  the  agent  immediately.  On  the  back  of  the  thick  copy  there  should 
be  shown  a  partial  list  of  commodities  that  may  be  loaded  in  each 
class  of  car.  Since  the  agent  of  the  road  on  which  the  car  is  inspected 
will  be  supplied  with  a  copy  of  the  inspection  certificate,  he  should 
attach  it  to  the  shipping  order  when  billing  is  given  for  movement  by 
his  own  rails,  or  to  the  original  copy  of  switch  bill  of  lading  he  signs, 
if  car  goes  to  a  connecting  line  for  shipment.  If  billing  is  presented, 
covering  a  shipment  susceptible  to  damage,  without  an  accompanying 
certificate,  the  agent,  before  executing,  should  indorse  thereon,  '  Own- 
er's Risk  of  Damage,  account  Inspection  Certificate  of  Car  not  Sur- 
rendered "  In  offering  this  suggestion,  we  are  not  unmindful  of  the 
carrier's  obligation  in  connection  with  the  handling  of  shippers'  order 
shipments;  but,  in  our  opinion,  a  uniform  arrangement  that  would 
work  no  serious  hardship  on  the  shipper,  and  that  would  prevent 
freight  claims — which  are  a  source  of  annoyance  to  the  shipper  and 
consignee  as  well  as  a  distinct  loss  to  the  carrier— would  meet  with 
approval  and  would  win  the  co-operation  of  all  shippers  who  are  inter- 
ested in  having  their  goods  arrive  at  destination  in  g9od  condition. 

In  submitting  this  topic  for  discussion  and  consideration,  we  are 
cognizant  of  the  fact  that,  like  other  remedies,  it  will  not  operate  as 
a  cure-all,  but  we  think  it  will  be  very  effective  in  the  handling  of 
commodities  from  which  the  greatest  losses  are  sustained.  Probably 
it  will  not  function  perfectly  in  any  case,  and  perhaps  it  will  not  be 
practical  at  all  in  some  cases,  but  in  our  opinion  it  would  be  a  decided 
improvement  over  what  we  now  have,  unless  a  better  plan  which  has 
not  as  yet  been  tried  can  be  suggested. 

Transfer  of  Bad  Order  Cars 

The  St.  Louis  report  dealt  more  particularly  with  the  trans- 
fer of  bad-order  cars.  It  was  as  follows: 

The  transferring  of  loaded  cars  on  account  of  their  bad-order  con- 
dition is  a  matter  that  requires  consideration  and  a  remedy.  Cars, 
before  being  placed  for  loading,  should  be  rigidly  inspected,  classed 
and  carded  for  the  commodity  with  which  they  are  to  be  loaded.  These 
cards  should  show  defects,  if  any  exist,  the  date  of  inspection  and  the 
name  of  the  inspector,  who  should  keep  a  record  of  all  cars  inspected 
and  how  carded. 

Inspection  cards,  in  duplicate,  carrying  the  classification  of  the 
car  and  the  commodity  with  which  it  may  be  loaded,  should  be  placed 
on  each  car,  one  card  to  be  removed  by  the  shipper,  attached  to  his 
shipping  order,  and  presented  to  agent  who  issued  the  bill  of  lading 
to  be  retained  for  his  permanent  record.  The  duplicate  card  should 
remain  securely  attached  to  the  car  carrying  the  lading. 

At  interchange  points  no  transfer  of  lading  should  be  made,  unless 
additional  defects  making  the  car  unsafe  to  handle  can  be  shown 
to  exist. 

We  are  satisfied  that  the  carriers  are  under  enormous  expense,  due 
to  unnecessary  transfer  of  ladings  on  account  of  improper  inspection 
and  classification  of  cars  at  loading  point,  and  on  account  of  lack  of 
uniformity  of  inspection  at  points  of  interchange. 

Cars  are  interchanged  daily,  transferred,  the  empty  returned  to  its 
home  road,  reloaded  and  are  sometimes  again  transferred  on  the 
return  move  at  same  interchange  point  for  the  same  defects.  This 
clearly  illustrates  the  lack  of  uniformity  that  exists  in  inspection 
methods. 

It  is  recommended  that  inspectors  give  equal  attention  to  the  con- 
dition of  the  car  above  the  trucks,  and  that  they  carry  out  the  M.  C.  B. 
rules  in  their  entirety,  with  a  view  of  having  more  uniform  inspection 
at  all  points,  so  eliminating  unnecessary  transfer  expense,  delay  to 
equipment,  per  diem,  loss  and  damage  to  lading  and  consequent  claims 
— all  of  which  are  usually  the  results  of  transferred  cars. 

After  thorough  discussion  the  papers  were  turned  over  to 
the  committee  of  direction  with  instructions  to  recommend  to 
the  American  Railway  Association  that  a  rule  be  adopted  requir- 
ing the  carding  of  all  Inspected  cars  and  the  providing  of  a 
place  on  shipping  bills  for  a  notation  showing  that  the  car  Is  so 
carded. 

Nominations  for  Officers 

The  outgoing  committee  on  nominations  reported  announc- 
ing the  nomination  of  the  following  candidates  for  office,  officers 
of  the  freight  station  section  to  be  voted  on  at  the  afternoon 
session,  June  22:  Chairman,  C.  M.  Teschemacher.  general  agent, 
Chicago  &  Alton,  Chicago;  first  vice-chairman,  H.  W.  Maynard, 
Jr.,  agent,  Central  Railroad  of  New  Jersey,  New  York  flity; 
second  vice-chairman,  J.  R.  Hitchcock,  A.  T.  &  S.  F.,  Kansas 
City,  Mo.  Nominations  for  the  new  committee  on  nominations, 
made  by  the  committee  of  direction,  were  as  follows,  five  to  be 
elected:  W.  H.  Herbig,  agent,  C.  R.  I.  &  P.,  Kansas  City,  Mo.; 
C.  C.  Kinney,  agent,  Pennsylvania  System,  Philadelphia;  Leslie 
Ellis,  agent,  Richmond,  Fredericksburg  &  Potomac,  Richmond, 
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Va.;  E.  J.  McDonald,  agent,  Wabash  Railway,  St.  Louis,  Mo.; 
T.  W.  Pate,  agent,  A.  T.  &  S.  F.,  Los  Angeles,  Cal.;  W.  W. 
Alexander,  agent.  L.  &  N..  Cincinnati;  C.  G.  Walker,  agent, 
Southern  Railway,  Atlanta,  Ga.;  G.  B.  Ager,  agent,  Boston  & 
Albany,  Boston;  H.  B.  O'Halloran.  agent.  Union  Pacific,  Omaha, 
Neb.;  E.  E.  Lambert  on.  agent.  Southern  Pacific  S.  S.  Company, 
New  Orleans;  A.  T.  Stark,  agent,  Lehigh  Valley,  Rochester, 
N.  Y.;  J.  H.  Mahoney.  agent.  C.  &  N.  W,  Des  Moines,  la.;  M.  P. 
Graven,  agent,  C.  M.  &  St.  P.,  St.  Paul,  Minn.;  F.  T  Anderson, 
agent,  Canadian  Pacific,  Winnipeg,  Can.;  W.  E.  Wallace,  agent, 
Kansas  City  Southern,  Shreveport,  La. 

Immediately  following  the  close  of  the  afternoon  session. 
the  members  of  the  section  were  taken  on  a  tour  of  inspection 
of  the  terminals  of  the  P.  &  R.  A  special  train  was  provided 
for  the  purpose  and  stops  were  made  to  permit  the  careful 
going  over  of  the  Port  Richmond  docks  and  piers,  the  car-float 
docks,  shipyards,  and  other  points  of  interest.  Nearly  all  the 
attending  delegate*  took  the  trip. 

Bill    of    Lading    Form*    and    Use* 

Modifications  in  the  forms  and  uses  of  bills  of  lading  were 
the  chief  topics  under  discussion,  at  the  morning  session,  June 
21.  The  first  recommendation,  made  by  the  Omaha  sectional 
committee,  waa  designed  to  prevent  needless  telegraphing,  delay 
and  trouble  by  requiring  the  notation,  on  order  bilKs.  of  instruc- 
tions as  to  Inspection.  Thla,  It  wa*  suggested,  could  best  be 
accomplished  by  the  stamping  of  the  words  "Inspection  not 
permitted,"  or  "Allow  inspection."  on  the  face  of  the  bills.  The 
Omaha  recommendations  were  as  follows: 

On  various  occasions  carloads  have  been  received  at  Omaha  billed 
"shipper's  order  notify."  the  waybill  carrying  DO  Instruction*  a*  to 
whether  or  not  Inspection  was  permitted  prior  to  surrender  of  the  ship- 
per's order  bill  of  lading.  Under  the  provision  of  the  uniform  ship- 
per's order  bill  of  lading.  Inspection  Is  not  to  be  allowed  In  such  cases. 
This  frequently  results  In  considerable  delay  to  delivery  and  conse- 
quent annoyance.  Argument  with  the  consignee,  who  declines  to  pay 
the  draft  and  lift  the  bill  of  lading  until  he  has  had  an  opportunity  to 
Inspect  the  goods  be  to  purchasing.  Is  another  frequent  result. 

It  has  been  found  necessary  to  wire  shippers,  on  various  occasions, 
for  authority  to  permit  Inspection.  In  almost  every  Instance  such 
authority  Is  granted.  Indicating  that  the  shipper  had  Inadvertently 
omitted  authority  on  the  original  bill  of  lading. 

These  conditions  are  not  common  to  any  one  locality  but  prevail 
1 '  delays,  arguments  and  unnecessary 


the  whole  country  over.    To  i _.._ 

telegraphing,  we  recommend  that  every  agent  Issuing  a  shipper's  order 
bill  of  lading  should  be  required  to  exact  specific  Instructions  from 
the  shipper.  In  one  or  the  other  wording,  as  given  In  the  subject  of  thl* 
topic.  This  will  do  away  with  any  doubt  as  to  whether  or  not  the 
•Upper  Is  willing  to  have  an  Inspection  made. 

Some  sentiment  was  expressed  In  favor  of  making  Inspec- 
tion compulsory  on  all  order  shipments,  but  It  was  pointed  out 
that,  after  all.  the  allowing  or  disallowing  of  Inspection  was  a 
shipper's  right,  legally.  It  was  th«-n  suggested  that.  Instead  of 
the  present  note  on  the  uniform  order  bill  forbidding  Inspection 
except  when  specifically  authorized,  one  be  substituted  authoriz- 
ing Inspection  except  when  expressly  forbidden.  The  matt.r 
wa*  referred  to  the  Committee  of  Direction,  with  the  recom- 
mendation that  it  be  referred  to  the  Committee  on  Station 
Traffic  for  further  Investigation. 

Bill  of  Lading  Confusion 

The  confusion  and  misunderstanding  arising  from  the  use  of 
straight  bills  of  lading  bearing  notation*  to  advise  or  notify, 
or  marked  for  one  consignor  (usually  also  the  consignee)  In 
care  of  another  party,  was  discussed.  In  a  paper  presented  by 
the  St.  Louis  committee.  In  general,  it  was  the  recom 

tlon  of  the  committee,  and  the  sense  of  the  meeting  that 

notify,  and  in  care  of  delivery  ought  to  be  accomplished  by  the 
use  of  order  bills,  and  that  straight  bills  should  be  used  only 
for  shipments  from  the  consignee  to  the  consignor  without 
the  Intervention  of  a  third  party.  The  Important  part*  of  the 
paper,  as  passed  on  to  the  Committee  of  Direction,  with  the 
recommendation  that  something  be  done  to  clarify  the  situation, 
were  a*  follows: 

Straight  bill  of  lading  and  shipping  order*  are  sometime*  con- 
signed thus:  John  Doe,  St.  Louis,  Mo.— Advise  John  Smith,  St.  Louis, 
Mo.:  or  John  Doe.  St.  Louis,  Mo.— Notify  John  Smith.  St.  Louis.  Mo. 

This  is  making  use  of  a  straight  bill  of  lading  form  for  a  shipment 
to  be  handled  In  name  manner  as  an  "order"  shipment,  the  order  for 
the  delivery  of  goods  usually  being  sent  through  the  bank  attached 
to  the  draft  be  paid  by  the  "notify"  or  "advise"  party.  In  order  to 
lift  the  order  of  the  consignee  for  delivery  of  the  property  to  be  deliv- 
ered to  delivering  carrier's  agent.  It  Is  not  an  order  shipment,  but  Is 
very  confusing,  and  Is  often  held  up  by  delivering  agent  to  ascer- 
tain If  "order"  had  been  omitted.  Again.  It  Is  often  assumed  that 
the  party  to  "notify"  or  "advise"  Is  the  consignee,  and  the  shipment 
Is  deliver**)  on  order  from  that  party.  It  Is  then  passed  on  from  one 
to  another.  In  reconsignment  or  reshlpment.  and  all  may  refuse  to 
pay  the  party  to  whom  consigned.  The  carrier  must  then  pay  the 
consignee,  who  Is  Invariably  the  shipper,  for  the  goods. 

Fruits  and  vegetables  are  shipped  "advise"  or  "notify."  and  the 
draft  Is  not  always  lifted  In  the  terminals  where  the  shippers  have 
agencies  that  are  authorised  to  sign  the  shipper's  (consignee's)  name 
to  orders  for  disposition.  Cars  are  often  delayed  nwnltlng  orders, 
causing  deterioration  of  contents,  all  of  which  may  be  prevented  If 
cars  ar«  consigned  to  the  consignees  who  are  to  receive  them.  The 
of  yards  Is  Increased  by  perishable  and  dead  freight  being 


so  consigned.  Consolidated  Classification  No.  2  will  not  allow  live 
stock,  wild  animal*  ostriches,  poultry  and  pigeon*  to  be  received  for 
transportation  consigned  to  "order"  or  "notify"  or  "advise."  Such 


shipments  must  be  consigned  directly  to  party  to  whom  they  are  to  be 
delivered.  This  can  be  construed  as  a  discrimination. 

'In  care  of"  bills  are  consigned  thus:  John  Doe,  St.  Louis,  Mo. — 
In  care  of  John  Smith,  St.  Louis,  Mo. 

John  Smith  represents  John  Doe,  and  delivery  Is  to  be  made  to 
John  Smith  or  on  his  written  order.  Shipments  of  this  character  are 
made  on  straight  bills  of  lading,  and  John  Doe  is  often  taken  as  the 
consignee.  Even  attorneys  differ  as  to  who  is  the  consignee. 

Reconsigning   Rule* 

A  third  topic,  bearing  indirectly  on  the  bill  of  lading,  but 
applying  more  directly  to  the  reconsignlng  rules,  was  pre- 
sented by  the  Cleveland  committee.  This  paper,  after  a  thorough 
discusion  and  exhaustive  explanations  of  the  subject,  recom- 
mended the  imposition  of  reconsignment  charges  on  all  ship- 
ments delivered  on  order  bills,  or  placed  for  inspection,  which 
require  a  further  movement  within  the  switching  limits  subse- 
quent to  the  surrender  of  the  bill. 

In  presenting  this  topic,  it  was  pointed  out  that  C.  F.  A.  and 
Trunk  Lines  had,  in  fact,  filed  tariffs  containing  such  charges, 
which  were  suspended  by  the  Commission  in  I.  and  S.  Nos.  1250 
and  1276.  As  decided,  in  April  1921,  these  charges  were  found 
reasonable,  but  the  carriers  made  no  further  efforts  to  put 
them  into  effect.  In  referring  the  paper  to  the  consideration  of 
the^Committee  of  Direction,  it  was  recommended  that  the  sec- 
retary correspond  with  the  filing  agents  in  the  territories 
mentioned  to  ascertain,  if  possible,  why  the  charges  were  not 
reinstated.  In  explaining  the  attitude  of  the  Cleveland  agents 
on  the  subject,  the  paper  said: 

If  cars  are  billed  to  order,  and  the  carrier  has  been  furnished  with 
a  standing  or  advance  order,  or  If  definite  delivery  instructions  are 
shown  on  the  billing,  such  cars  are  ordinarily  carded  to  the  "hold" 
track  for  surrender  of  the  bill  of  lading,  and  delivery  Is  then  made 
without  the  assessment  of  reconsignment  charges.  We  do  not  believe 
the  carrier  can  consistently  accept  a  standing  or  advance  order  on  or- 
der shipments,  unless  this  order  Is  supported  by  the  qriglnal  bill  of 
lading,  or  by  bond.  It  would  therefore  follow.  If  our  reasoning  Is  cor- 
rect, than  an  order  shipments,  unless  this  order  Is  supported  by  the 
original  bill  of  lading,  or  by  bond.  It  would  therefore  follow,  If  our 
reasoning  Is  correct,  that  an  order  car  switched  to  a  "hold"  track,  as 
the  result  of  failure  of  owner  to  surrender  the  original  bill  of  lading 
before  arrival  of  car,  should  be  subjected  to  the  regular  reconslgning 
charge. 

The  present  rules  are  predicated  on  the  principle  that  the  carrier 
•iil.  .1  to  full  shipping  directions,  prior  to  the  arrival  of  a  car  at 
destination,  which  will  permit  the  car  if  be  handled  from  loading  point 
to  unloading  point  without  Interruption,  and  the  tariff  Is  assumed  to 
provide  for  a  charge  for  the  failure  of  shipper  or  consignee  to  so  bill 
shipment,  or  to  furnish  the  necessary  advance  orders  for  disposition. 
However.  It  Is  generally  understood  that  our  present  tariff  does  not 
authorize  the  assesment  of  a  reconsignment  charge  on  an  "order"  car, 
within  the  switching  district,  on  which  carrier  has  advance  orders  for 
.1.  In.  r>.  even  though  the  bill  of  lading  Is  not  surrendered  until  after 
the  arrival  of  the  car  at  destination,  and  even  though  there  Is  some 
change  when  the  bill  of  lading  Is  surrendered,  and  In  spite  of  the  fact 
that  the  same  operating  expense  Is  Incurred  by  the  yard  department 
In  switching  the  car  to  and  from  the  "hold"  track,  as  Is  entailed  In 
handling  any  other  car  held  for  orders. 

The  practice  of  consigning  freight  to  "order"  has  long  been  recog- 
nized by  all  agents  as  a  hardship  to  the  carriers  In  that  they  receive  no 
additional  compensation  for  the  extra  work  and  liability  assumed. 
Various  suggestion*  have  been  offered  from  time  to  time  through  this 
association  as  a  remedy.  We  feel  that  our  principal  grievance  on  this 
traffic  is  the  additional  yard  expense  and  the  detention  at  destination, 
and  that  If  the  consignee  can  be  penalized  for  failure  to  surrender  his 
hill  of  lading  In  advance  of  the  arrival  of  the  car.  It  will  Immediately 
be  n-fl..t..l  In  the  lesser  number  of  cars  held  at  destination  for  bills 
of  lading,  and  will  afford  proper  compensation  for  the  cars  that  are 
held. 

Freight  Claim  Prevention 

A  new  tack  should  be  taken  by  those  in  charge  of  efforts  at 
reight  claim  prevention,  according  to  a  paper  on  the  subject  pre- 
nted  by  the  Philadelphia  committee.  According  to  figures 
contained  in  this  report,  many  more  times  the  damage  caused 
by  packing  and  handling  in  loading  and  unloading  is  caused 
by  rough  handling  of  trains  in  transit.  Following  up  this  point 
the  paper  said: 

It  will  be  noted  that  the  items  of  unlocated  damage,  rough  hand- 
ling of  car*,  delay  and  wrecks  constitute  83.8  per  cent  of  the  total 
amount  expended  In  1921.  while  only  2.7  per  cent  Is  chargeable  to 
errors  of  employes. 

The  Item  of  Improper  handling,  loading  and  unloading  covers 
work  that  Is  generally  done  by  stockyard  companies,  with  whom  the 
carriers  have  a  reciprocal  arrangement.  Hence  this  Item  should  not 
be  considered  as  errors  of  station  forces;  but  even  If  It  were  the  two 
items  only  constitute  5  per  cent  of  the  total. 

In  saying  this,  however,  we  do  not  overlook  the  fact  that  the  agent, 
or  those  working  under  his  direction,  are  In  a  great  measure  re- 
sponsible for  much  of  the  criticism  directed  against  the  freight  sta- 
tions, because  of  failure  to  properly  define — either  from  Ignorance  or 
otherwise — the  actual  cause  of  damage  as  between  bad  loading  and 
rough  handling  in  transit.  Those  responsible  for  the  preparation  of 
damage  reports  should  be  In  a  position  to  determine  definitely  the 
damage  that  Is  caused  by  rough  handling  In  transit,  and  that  which 
Is  the  result  of  bad  loading,  and  should  be  careful  to  correctly  state 
the  cause  .  If  this  were  Invariably  done,  much  of  the  damage  that  Is 
now  being  charged  against  Improper  handling  at  freight  stations 
would  be  placed  where  It  belongs. 

Another  Important  factor  that  enters  Into  this  question  Is  the  one 
of  "loss  of  entire  package,"  which  constitutes  a  very  large  percentage 
of  claim  payments.  This  phase  should  be  subject  to  special  and  rigid 
Investigation.  Since  It  has  been  shown  that  In  over  20,000.000  pack- 
ages handled  In  a  particular  month,  exception  could  be  made  against 
the  i  -.'lltlon  of  only  a  very  small  fraction  of  one  per  cent, 

the  question  naturally  arises:  "What  becomes  of  the  packages  that 
are  In  perfect  condition,  and  correctly  marked,  yet  are  entirely  lost — 
to  the  extent  of  IS  per  cent  of  total  claim  payments?"  Of  course.  It 
will  Immediately  be  said  that  most  of  these  are  stolen;  yet  Is  It  not 
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irur  ihitl  come  of  llita  lags,  at  ..  i-t.  is  rhargeable  to  shipments  check- 
iriK  over  at  various  points,  and  being  held  or  sent  to  storage  ware- 
houses u«  over  and  unclaimed  freight.  Instead  of  being  forwarded  to 
declination  In  accordance  with  marks? 

The  report  closed  with  a  recommendation  that  a  campaign, 
similar  to  tin1  perfect  package  month  of  last  Fall  be  inaugurated 
to  ni'i-uri'  jwrfoct  movement  of  freight..  A  letter  from  the  Freight 
Claim  Section  of  tin-  A.  K.  A.  was  read  into  the  record  in  which 
It  was  said  that  that  body  looked  favorably  on  the  suggestion 
and  that  action  on  It  had  been  postponed  until  after  the  annual 
mcetlnK  of  the  freight  claim  agents,  which  was  taking  place 
in  Denver  this  week.  The  letter  said  the  proposal,  now  in  the 
hands  of  a  committee  of  the  Freight  Claim  Section,  was  to  put 
on  a  "Perfect  Service  Campaign"  in  the  near  future. 

Plans  for   Spread   of   Activities 

Plans  suggested  for  the  spread  of  the  activities  of  the 
Freight  Station  Section,  and  the  dissemination  of  information 
regarding  action  taken  by  it  among  agents  in  smaller  cities,  as 
contained  in  a  paper  prepared  by  the  Mobile  association,  met 
with  instant  approval  from  the  meeting.  On  the  question  of. 
the  creating  of  a  paid  secretary,  however,  there  was  some  doubt, 
and  it  was  said,  by  Chairman  Gilmore,  that  that  question 
would  have  to  be  passed  on  by  the  A.  R.  A.  He  said,  further, 
that  in  the  interests  of  spreading  the  knowledge  of  what  the 
section  was  doing,  it  was  probable  that  the  Committee  of 
Direction  would,  in  tfce  future,  issue  quarterly  reports,  instead 
of  annual  reports,  as  was  the  case  in  the  past.  Mobile's  specific 
recommendations  were  as  follows: 

Our  time-honored  custom  of  coming  together  annually,  trying  to 

•  w  a  year's  work  In  three  days,  then  publishing  our  minutes  after- 
ward, will  never  give  us  the  results  desired.  Our  minutes  are  afl  very 
«t-il.  and  doubtless  interesting  to  many;  but  we  feel  quite  sure  that  if 
the  entire  membership  were  polled,  we  would  only  find  a  small  per- 
< entire  who  had  read  the  minutes  through.  How  can  we  expect  a 
busy  railrcad  official  to  find  the  high  spots  in  our  minutes?  He  has 
no  time  to  wade  through  the  mass  of  matter  embodied  In  these  min- 
utes. Hut  lake  any  given  subject,  analyze  it,  make  a  specific  recom- 
mendation to  the  higher  body,  and  we  will  then  accomplish  something 
worth  trail*.  It's  all  very  well  to  publish  our  minutes  in  their  present 
form  as  a  matter  of  record,  and  while  the  Mobile  association  has  no 
desire  to  see  a1  change  in  this  respect,  at  the  same  time  we  feel  that 
specific  recommendations,  made  from  time  to  time,  would  accomplish 
greater  results. 

The  Mobile  association  believes  that  some  arrangement  should 
I"-  made  for  keeping  the  entire  membership  in  closer  touch  through- 
out the  year,  and  believes  that  this  could  be  accomplished  by  keeping 
the  members  advised  as  to  progress  of  the  work  of  the  various  com- 
mittees. If  this  were  done,  the  members  who  stayed  at  home  and 
never  attended  our  annual  meetings,  would  soon  catch  the  enthusiasm 
from  those  who  did  attend. 

The  Mobile  association  also  believes  that  we  should  make  the 
secretary  8  position  so  attractive  that  a  regularly  employed  secretary 
could  be  secured  to  do  nothing  else  but  attend  to  the  business  of  this 

T."-.,,  We  D,elieve  that  tn«  secretary,  acting  with  the  chairman, 
should  direct  the  various  papers  that  are  submitted;  that  he  should 
attend  the  meetings  of  all  committees;  that  he  should,  by  circular  let- 
ter, keep  the  rank  and  file  of  the  section  advised  of  the  work  during 
the  year;  that  he  should  gather  for  the  different  committees  the  views 
the  various  associations,  and  that  these  replies  should  then  be  sub- 
mitted to  the  committee  to  which  they  apply.  These  recommenda- 
should  be  put  In  concrete  form,  and  submitted  to  the  Commit- 


thoughts  that  "may  be"iuggVsted7"  '    """  *    '"'"   any    good 

Uringlng  together  into  closer  touch  the   individual   members  with 
-.and  with  the  general  organization,  would  make  the  indi- 
Idual  members  feel  that  not  only  are  they  identified  with  their  own 
local   association,    but   that   they   are    important    units   in    the    larger 
more    far-reaching,    organization—  one    from    which    they    could    draw 
fn  V  H  ln?£'ratlon   "A  all    times.     The    feeling   of   nearness    to    the 
o.   .realization  that  we  are  a  part  and  parcel  of  It—  that 


Loss  of  Packages 

The  prevention  of  the  loss  of  packages,  through  delivery  to 

ithorlzed   persons,  and   the   handling  of  perishable   freight 

were   the   main   topics  of   discussion   at   the   afternoon   session 

June  21.    The  first  was  covered  in  papers  presented  by  the  New 

York  and  Chicago  committees.    H.  W.  Maynard.  Jr.,  speaking  for 

the  New  York  committee,  described  the  condition  that  had  to 

e  met  In  that  city  and  said  the  recent  passage  of  a  city  ordi- 

ance   requiring  the  licensing  of  drivers  of  horse-drawn  vehicles 

1  automobiles  was  expected  to  do  much  to  aid  in  eliminating 

t  was  said   that  organized  gangs  of  freight  thieves 

been  found  operating  in  New  York,  among  which  were  such 

i   as   those   who  intercepted    the   notice   of   arrival   so 

t  would  not  be  received  by  the  consignor,  but  would  fall 

the  hands  of  the  freight  robbers.     Specialists  at  reproduc- 

stterheads  of  firms  and  forging  delivery  orders,  as  well  as 

-packers,  were  also  at   work.     It  was  suggested   that  files   of 

tares  of  executives  of  companies  receiving  freight  should 

kept  at  freight  stations,  and  that  receivers  be  notified  to  rur- 

ders  signed  by  such  executives  to  each  driver  for  each 

consignment 

••lAif  imi^J  .?uSKestion  WI»s  contained  in  the  Chicago  paper 

he  added  suggestion  that  drivers  be  provided  with  iden- 

cards  bearing  the  executive's  signature  and  the  driver's 


signature.  The  former  could  then  be  compared  to  signatures  on 
file  and  the  latter  to  the  signature  the  driver  placed  on  the 
freight  receipt.  It  was  generally  admitted  that  shippers  were 
willingly  co-operating  in  the  work. 

At  Kansas  City,  it  was  said,  contracts  had  been  signed  by 
the  railroads  and  certain  large  transfer  companies,  relieving 
the  carriers  of  responsibility  for  goods  delivered  to  drivers  pro- 
perly certified,  unless  notification  had  been  made  that  the  cer- 
tificate on  which  delivery  was  made  had  been  lost  or  stolen. 
Co-operation  with  consignees  and  with  transfer  companies  was 
necessary  at  all  times,  so  that  only  drivers  who  could  sign 
their  names  would  be  sent  to  accept  freight. 

Due  consideration  was  taken,  in  the  discussion  that  fol- 
lowed the  presentation  of  the  papers,  of  the  variety  of  circum- 
stances surrounding  the  problem  at  each  locality.  It  was,  there- 
fore, decided  that  the  Committee  of  Direction  should  make  an 
effort  to  find  out  how  far  and  in  what  direction  the  standard- 
izing of  practices  of  identifying  drivers  should  be  carried. 

Handling  of  Perishable  Freight 

The  handling  of  perishable  freight  was  covered,  directly,  in 
papeis  presented  by  New  Orleans  and  Chicago  committees. 
The  New  Orleans  paper  contained  the  following  suggestions: 

Some  of  the  important  causes  for  damage  to  shipments  of  perish- 
able freight  may  be  traced  directly  to  the  manner  in  which  they  were 
prepared  and  delivered  to  the  transportation  company.  Among  these 
causes  are  improper  loading  during  harvesting,  careless  loading  and 
stowing  in  cars,  improper  bracing  and  stripping.  For  instance,  while 
the  classification  may  approve  of  the  containers  used  in  the  transporta- 
tion of  many  perishable  shipments,  they  will  not  withstand  the  impacts 
they  are  subjected  to  "while  in  transit,  and  will  often  crush  under  the 
weight  due  to  tiers  being  stacked  too  high.  This  places  too  much 
weight  on  the  bottom  containers,  which  are  unable  to  hold  up  under 
the  strain  of  long  hauls,  hence  the  education  of  shipper  as  to  the  best 
package  in  which  to  ship  is  a  type  of  work  worthy  of  great  considera- 
tion. The  importance  of  this  factor  in  the  safe  transportation  of  highly 
perishable  products,  such  as  lettuce,  celery,  tomatoes,  etc.,  can  not  be 
overestimated.  Rapid  refrigeration  can  not  be  accomplished  unless  the 
cold  air  can  penetrate  freely  into  the  packages.  Good  ventilation  and 
proper  loading  insures  maximum  refrigeration  and  minimum  decay. 
The  container  must  be  serviceable  and  should  be  made  so  as  not  to 
injure  the  contents.  Bruising  causes  decay  and  decay  causes  claims. 

Overloading  is  dangerous  because  it  checks  refrigeration  and  air 
circulation  and  this  defeats  the  very  purpose  of  the  refrigerator  car. 
The  plan  of  the  load  should  aim  to  secure  maximum  ventilation,  refrig- 
eration and  stability,  and  the  packages  should  be  spaced  widely  enough 
to  allow  free  circulation  of  air.  but  not  so  wide  as  to  permit  shifting. 

In  many  cases,  the  cause  of  loss  is  faulty  icing  and  faulty  car  con- 
stuctions.  These  faults  should  be  avoided,  and  in  self-protection  rail- 
road employes  should  have  a  thorough  system  for  the  handling  of 
perishables  and  be  educated  up  to  the  fact  that  loading,  bracing,  ven- 
tilation and  refrigeration  comprise  the  requirements  of  safe  transporta- 
tion of  this  class  of  freight. 

Another  cause  contributing  to  claims  is  failure  to  observe  instruc- 
tions as  shown  on  the  billing,  ns  well  as  failure  to  determine  whether 
the  ventilation  or  refrigeration  of  the  car  is  in  accord  with  the  billing. 

The  principal  things  to  bear  in  mind  are  the  maintaining  of  proper 
records  as  to  the  amount  of  ice  in  bunkers  on  arrival  of  car  at  icing 
stations  or  when  passing  junctions;  the  amount  of  ice  supplied  bunk- 
ers; the  position  of  vents  and  plugs  on  arrival  and  departure  and  the 
time  the  cars  were  iced.  Good  records  mean  a  great  deal  to  the  claim 
department  in  investigating  claims. 

The  Chicago  paper  was  chiefly  a  discussion  of  the  rules 
governing  the  shipment  of  perishables  and  the  duties  of  the 
carriers  under  those  rules.  It  was,  in  part,  as  follows: 

A  common  carrier  is  required  by  law  to  transport  freight  under  the 
terms  of  its  contract — the  bill  of  lading — from  origin  to  destination,  and 
receipt  for  freight,  subject  to  existing  classification  and  tariff  regula- 
tions, in  apparent  good  order,  and  undertake  to  obtain  receipt  for 
delivery  of  same  to  the  consignee  in  good  order. 

It  is  the  moral  duty  of  a  shipper  to  state  specifically  the  character 
of  the  service  required  to  protect  his  shipments  enroute,  and  while  a 
large  majority  of  the  shippers  co-operate  wit  hthe  carrier  in  this  re- 
spect, theer  are  those  who  fail,  and  so  far  as  can  be  determined,  those 
who  fail  are  protected  if  they  state  in  general  terms  only  t  heprotec- 
tion  desired. 

To  be  in  a  position  to  properly  function  under  all  circumstances, 
the  cvrier  must  have  definite  understanding  of  the  nature  of  the  com- 
modity transported,  the  class  and  condition  of  the  equipment  required 
for  the  service,  and  the  climatic  conditions  usually  combated  in  the 
journey. 

There  are  24,721  listings  in  Consolidated  Classification  No.  2,  all 
more  or  less  perishable,  some  requiring  protection,  others  not. 

Frequently  the  method  employed  to  protect  a  given  commodity 
vanes,  method  and  state  of  preparation  at  origin,  together  with 
ultimate  depository  at  destination  influencing  to  a  considerable  extent, 
ror  example: 

Under  heading  of  perishable  commodities,  Fairbanks  lists  105,  in- 
cluding meats  in  three  specifications.  The  large  packing  industries 
after  much  scientific  study,  divide  their  products,  exclusive  of  live 
stock  shipments,  into  twelve  classes,  separating  their  instructions  for 
each  class  as  follows: 

1.  With    reference    to    the    proper    preparation    of    the    commodity 
for  shipments. 

2.  With   reference  to  the  proper  preparation   of  the  equipment  to 
receive  the  shipment,  tanks,  bunkers,  degree  of  precooling    etc 
enroiite          reference  to  the  Proper  method  of  protecting  the  shipment 

i.J*  '£  8afe  to  assmne  that  a  similar  condition  exists  in  connection 
with  other  commodities  offered  for  transportation. 

The  exercise  of  common  intelligence  will  usually  enable  the  lav- 
man  to  select  the  proper  equipment  from  the  eight  American  standards, 
the  same  degree  of  intelligence  exercised  will  reject  the  individ- 
ual car  physically  unfit.  But  the  intelligence  necessary  to  provide  the 
proper  refrigeration  ventilation  or  heat,  to  the  individual  shipment 
oaded  in  the  individual  car,  is  not  common,  and  such  intelligence  is 
obtained  only  hy  close  study  and  observation 

The    longitude    and    latitude    locations    of    the    American    railway 
such  proportion  that  it  is  not  uncommon  for  a  given  shipment 
of  perishable  freight  to  experience  both  the   blazing  heat  of  the  sum- 
mer and  the  cold  blizzard  of  the  winter  in  its  journey 
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There  are  Instances  where  the  same  method,  with  a  few  minor 
chances,  will  protect  both  extreme  conditions,  but  one  must  be  ex- 
perienced and  have  at  hand  every  available  fact  In  order  to  determine 
such  rase*. 

Take  any  winter  month,  with  zero  weather  at  Chicago  and  80 
above  at  New  Orleans.  Ice  a  standard,  perfect  conditioned  refriger- 
ator at  Chicago  with  crushed  ice.  7  per  cent  salt:  at  New  Orleans  with 
crushed  ice.  1!  per  cent  salt:  the  Inside  car  temperature  will  vary 
4  to  (  degrees.  Any  commodity  that  ran  stand  n  minimum  3!  degrees 
and  maximum  {0  degrees  can  be  safely  transported  under  refrigeration 
in  these  two  extreme  climatic  conditions. 

Fairbank's  Protective  Tariff  No.  1.  Weighing  and  Inspection  Bur- 
eau thesis  covering  the  handling  of  live  stock.  ..ml  Individual  carrier 
Issues  governing  the  movement  of  all  perishables  are  Instructive  and 
nl.  fulfilling  that  unto  v, :  intended.  But  additional 

constructive  action  becomes  certain  when  one  consults  freight  claim 
is'  vouchers  Issued  In  .-•  of  claims,  as  well  as  their 

rules  of  order. 

Rule  1(4.  being  prepared  specifically  to  take  care  of  claims  arising 
on  account  of  failure  to  properly  function,  reveals  the  following  ir- 
regularities requiring  their  attention: 

In  passing  these  papers  up  to  the  consideration  of  the  Com- 
mittee of  Direction,  it  was  suggested  that  they  co-operate  with 
Agent  Fairbanks,  and  with  the  National  Perishable  Freight 
Committee. 

Another  New  Orleans  paper,  dealing  with  the  proposal  to 
check  the  contents  of  carload  shipments  of  package  freight  de- 
llevered  at  team  tracks,  brought  in  the  consideration  of  perish- 
ables, for.  it  was  pointed  out,  that  was  the  class  of  freight  in 
regard  to  which  most  of  the  agitation  concerning  checking  at 
team  tracks  had  grown  up.  The  New  Orleans  recommendations 
were  as  follows: 

Ordinarily,  can  are  delivered  under  the  supervision  of  consignees' 
representatives,  who  call  the  attention  of  carriers  to  loss  and  damage, 
the  carriers  furnishing  Inspectors  to  make  report.  In  accordance  with 
condition*  aj  they  find  them,  usually  after  the  lading  ha*  been  un- 
loaded. 

The  question  of  furnishing  check  flerks.  who  would  b«  present 
during  the  period  of  unloading,  has  been  given  consideration  by  a 
good  many  railroads. 

Tbe  question  Is:  Will  the  expense  Incidental  thereto  he  justified, 
when  compared  with  the  amount  of  claims  paid  annually? 

We  arc  confronted,  from  time  to  time,  with  claim*  for  damage 
that  was  unquestionably  done  at  the  time  of  unloading,  by  a  repre- 
sentative of  the  consignee. 

rier  lines  furnish  checkers  » here  shipper*'  seal*  show 
.  .  of  hsvlrg  been  tampered  with,  or  where  cars  appear  to  have 
r*-se«led. 

Consignees'  representative*  often  break  the  seals  on  team  tracks, 
hauling  from  the  car  at  Intervals  throughout  the  day.  The  carriers 
re-seal  the  car  If  !•  .*ht.  Therefore,  the  car  Is  not  under 

seal    protection    throughout    the   day. 

It  I*  the  recommendation  of  this  committee  that,  from  a  local 
view,  carriers  would  be  warranted  In  checking  the  contents  of  all  team 
track  deltv- 

Several  delegates  dilated  on  the  difficulty  of  checking 
freight  when  It  was  unloaded  in  great  quantities,  within  a  few 
hoars,  usually  at  night,  as  was  the  case  with  perishables.  The 
methods  of  operation  In  several  large  centers  were  detailed  and 
in  each  case  the  feasibility  of  the  recommended  practice  was 
questioned.  The  question  was  also  raised  whether  the  expense 

hecklng  would  not  be  more  than  that  warranted  by  possible 
savings.  It  was  decided  to  drop  the  matter  from  the  docket. 

Uniform   Accounting 

Consideration   of   uniform    freight    station    cost    accounting 
methods  met  a  similar  fate.  In  spite  of  the  fact  that  work  along 
that  line  was  strongly  urged  in  a  paper  written  by  the  Indian- 
apolis committee     The  sense  of  the  meeting  seemed  to  be  that 
abou'  the  only  standardisation  that  could  be  developed  was  onj,, 
resultlng  from  comparing  figures  for  current  months  with  tl 
from  the  same  month  In  the  previous  year,  and  comparing  the 
figures  for  one  station  with  those  for  another. 

Although  not  regularly  docketed,  a  paper  from  the  Peoria 
committee,  urging  further  work  towards  the  adoption  of  a  uni- 
versal through  waybill,  was  read.  The  good  work  possible 
through  th<>  use  of  such  bills,  the  paper  said,  was  made  ap- 
parent during  federal  control.  It  was  claimed  that  the  adoption 
of  a  universal  through  waybill  would  eliminate  much  work 
at  Junction  points,  reduce  operating  expenses,  lower  the  num- 
ber of  claims,  and  reduce  the  number  of  overs  and  shorts.  The 
only  opposition  to  the  plan.  It  was  said,  came  from  eastern 
lines  who  had  to  watt  for  two  or  three  months  for  compensa- 
tion for  goods  shipped  through  to  the  Pacific  coast,  whereas 
when  freight  was  rebllled  at  Chicago,  a  settlement  was  made 
In  about  half  that  time. 

It  was  pointed  out  that  a  special  committee  had  already 
taken  up  the  matter  with  the  A.  K.  A.  and  that  a  poll  of  the 
sentiment  of  railroad  executives  on  the  question  was  now  being 
taken.  The  meeting  voted,  however,  to  retain  the  committee 
and  to  work  unceasingly  for  the  adoption  of  the  plan. 

Delegates  to  the  meeting  were  visitors  at  Willow  Orove 
Park  In  the  evening,  June  21,  a  special  train  being  provided  by 
the  Reading. 

A.  J.  County,  vice-president  In  charge  of  accounting,  spoke 
at  the  afternoon  session.  June  22.  urging  closer  co-operation  of 
freight  agents  and  accounting  officers.  He  said  their  interests 
were  identical  in  the  last  analysis  and  that,  whatever  their  dif- 
ferences- within  the  organisation,  they  should  be  united  In  their 
effort  to  furnish  perfect  service  to  the  public. 


Duty  to  Educate  Public 

The  duty  of  the  freight  agent  to  familiarize  himself  with 
facts  about  the  railroads  and  to  pass  those  facts  on  to  the  public, 
so  as  to  counteract  the  propaganda  spread  by  unfriendly  in- 
terests, is  fully  as  important  as  his  duty  to  handle  freight  ex- 
peditiously  and  economically,  according  to  W.  W.  Atterbury, 
vice-president  of  the  Pennsylvania  System,  who  spoke  at  the 
morning  session,  June  22.  Mr.  Atterbury  said  the  freight  agent 
was  the  chief  connection  of  the  carriers  with  the  shipping  public, 
and  it  was  through  them  that  the  railroads  would  finally  attain 
their  most  pressing  immediate  need — public  approval.  His  re- 
marks were,  in  substance,  as  follows: 

The  transportation  Industry  Is  the  second  largest  In  the  United 
States,  and  the  freight  department  is  the  most  Important  branch  of 
that  Industry.  It  reaches  and  affects  people  in  all  walks  of  life  and  in 
all  parts  of  the  country,  whether  in  the  cities  or  on  the  farms.  There- 
fore the  railroad  problem  Is  the  problem  of  every  man,  woman  and 
chllil  in  the  I'nite.l  States. 

Railroad  regulation  has  grown  In  the  past  thirty  years  until  now 
the  Industry  is  subverted  tn  regulation  by  Congress,  the  Interstate 
Commerce  Commission,  state  legislatures,  state  commissions  and  cit> 
and  county  regulating  bodies.  At  present  two-thirds  of  the  railroads' 
expenses  are  determined  hy  these  bodies  and  practically  all  of  their 
Incon 

Bflt  we  do  not.  generally,  disapprove  of  regulation.  So  long  as 
these  todies  keep  their  hands  off  of  the  administration  end  of  the 
business  we  shall  not  object.  The  trouble  Is  that  the  tendency  is  to 
mix  In  with  the  administration  and  take  away  the  few  discretionary 
powers  left  to  the  managements. 

It  must  be  r. •ineiniiered.  however,  that  the  course  followed  by  all 
these  regulatory  bodies  Is  not  haphazard.  It  Is  directed.  In  the  Html 
analysis,  by  the  great  public  that  elects  the  members  and  watches 
their  work.  Therefore.  It  1*  apparent,  and  the  point  cannot  be  too 
greatly  stressed,  that  our  final  recourse  Is  not  In  the  courts,  the 
legislatures,  or  before  the  commissions,  but  before  the  bar  of  public 
opinion. 

The  public  and  the  government  should  not  be  accused  of  Injustice 
when  their  act*  mitigate  against  the  railroads.  The  public  and  the 
government  are  essentially  just — but  tin •>  are  not  always  educated  on 
the  questions  they  try  to  ansu  the  freight  agent  Is  the  con- 

tact between  the  railroads  and  tlie  public.  It  Is  his  paramount  duty  to 
see  that  the  public  Is  Informed,  educated  If  you  will,  so  that  they 
may  dispense  justice  based  on  wisdom.  As  spreaders  of  the  gospel  of 
fair  play  for  the  carriers,  and  ns  Interpreters  of  public  opinion  to  rail- 
road managements,  the  freight  agent*  bold  In  their  hands,  largely, 
the  future  welfare  of  the  railroads,  which  means  the  future  welfare 
nt  the  country. 

You  gentlemen  must  remember  that. -after  all.  a  shipper's  opinion 
of  his  freight  agent  soon  becomes  his  opinion  of  the  carrier  the  agent 
works  for,  and  finally  his  opinion  of  the  carriers  as  a  whole.  In  a 
sense,  the  newspaper*  can  help  this  work,  but  faith  without  practice 
Is  of  little  avail,  nnd  It  m  said  that  newspaper  articles  with- 

out the  backing  up  of  real  service  and  courtesy  from  the  freight  agent 
will  mean  little  to  the  slui 

Strangely  enough,  there  Is  nn  modern  Industry  better  minified  to 
advocate  Itself  before  tribunals  than  the  carriers.  We  are  fully 
equipped  to  put  our  case  fairly  and  ably  before  Congressional  com- 
mittees and  l»  '  'omni'  Tee  Commission.  We  have 
made  that  our  business,  and  we  :>•  UK  fairly  well  at  It.  But 
we  have  been  strangely  lax  In  Informing  the  man  on  the  streets,  the 
family  man.  of  the  true  situation,  and  It  Is  that  burden — a  far  more 
Important  one  than  thst  of  appearing  before  governmental  bodies- 
thai  we  are  now  asking  the  freight  agents  to  take  up. 

To  do  this.  It  Is  not  necessary  for  you  to  go  Into  the  complexities 
of  minor  situations.  You  must,  first,  familiarize  yourselves  thoroughly 
with  the  fundamental  facts  nnd.  second,  pass  that  Information  on. 
That  part  of  your  duties  Is  fully  as  Important  as  the  proper  handling 
of  freight. 

Your  task  In  this  respect  will  l>e  lightened  by  a  genuine  desire  on 
the  part  of  the  public  to  know  the  facts.  You  should  feel  at  liberty  to 
make  u»e  of  any  Informntlon  ynu  have,  and  to  ask  for  any  you  have 
not.  for  In  spite  of  popular  belief  to  the  contrary-,  there  are  no  rail- 
road secret*.  A*  a  matter  of  fact,  the  gathering  and  tabulating  of 
all  the  Intimate  Information  concerning  the  railroads  that  Is  now 
avalllable  for  Immediate  and  general  use  has  become  a  serious  task 
to  the  railroads. 

Sim  e  federal  control  there  has  sprung  up  In  this  country  a  class 
3^V>-calle<l  railroad  economists  that  persist  In  making  serious  mis- 
representations about  the  railroads.  I  need  not  tell  you  how  foolish 
the  charge  that  there  are  too  many  outstanding  railroad  securities  Is, 
for  It  Is  well  known  to  you  that  the  net  return  of  the  carriers  Is 
figured  on  their  property  value  as  set  by  the  Commission.  Similarly. 
It  Is  unnecessary  to  point  out  the  fallacy  nf  the  charge  that  the  rail- 
roads are  controlled  by  a  small  group  of  New  York  bankers,  when 
the  fact  Is  thst  every  savings  hank  depositor  and  life  Insurance  policy 
holder  Is  a  railroad  manager.  Yet  those  are  but  samples  of  the 
charges  that  these  economists  have  made  and  are  making — and  that, 
strange  to  say.  a  large  part  of  the  nubile  Is  believing.  If  \" 
men  exercise  your  power  for  »oo<!  In  dispelling  these  erroneous  Im- 
pressions, the  Inhor  lenders  will  soon  find  out  that  It  was  a  dreadful 
mistake  for  them  to  hire  these  fallacious  flgurers. 

As  a  final  suggestion.  I  urge  thnt  you  secure  the  widest  sort  of 
publicity  for  the  work  you  have  ncrompllRhed  at  this  meeting.  Few 
realise  the  Importance  of  the  American  Railway  Association  and  the 
work  It  Is  doing  for  the  future  prosperity  of  the  carriers,  and  the 
Freight  Station  Section  ought  to  let  the  country  know  that  It  Is  doing 
more  than  Its  share  of  that  work 

Operating  Questions 

The  subjects  considered  at  the  morning  session,  June  22, 
were  chiefly  of  an  operating  nature.  The  first  of  these,  the 
handling  of  overs  and  shorts  at  freight  stations,  was  discussed 
in  a  paper  prepared  by  the  Kansas  City  committee,  and  was 
explained  from  the  floor  by  delegates  from  St.  Ixmls,  Philadel- 
phia and  Chicago.  These  discussions  were  ordered  printed  In 
the  minutes  for  the  benefit  of  any  agent  who  might  be  seeking 
Information  on  the  subj> 

A  similar  recommendation  was  made  with  regard  to  the  Fort 
Worth  topic  concerning  the  scheme  of  placement  of  freight 
cars  for  loading,  known  as  the  "hundred  series  scheme."  This. 
as  explained,  consisted  of  numbering  cars,  In  series  of  100,  In 
accordance  with  the  number  of  the  truck  on  which  it  was 
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placed    somewhat  after   the  manner  of  numbering   houses   in 

.ibits   of   warehouse   loading   charts    and   warehouse 

upottlng  charts  were  Incorporated  in  the  record  and  ordered  in- 

(.!„,),,,!  minutes,    together   with    the   Fort   Worth   paper. 

The  last  formal  topic  to  be  considered  was  presented  in  a 

riper  also  prepared  by  the  Fort  Worth  committee.     It  dealt  with 

•  aling  of  packages  after  invoicing,  and  was  as  follows: 

Wh.-n  iMirkiiii.-ji  are  found  to  In-  in  bad  order  condition  or  show 
.xi.lcn.e  ../  piir.-1-iiK.-.  they  are  invoiced  at  the  point  where  such  con- 
,liti.m  i«  »r.-t  detected  and  a  notation  to  that  effect  Is  usually  entered 
,m  th,.  M-a\ldl  Tins  usually  results  ill  the  packages  being  re-invoiced 
at  all  Junction  points,  as  well  as  at  many  other  points  where  the 
freight  is  tiansicne.l.  until  they  reach  their  destination  when  they 
are  again  Invoiced,  either  upon  arrival  or  upon  delivery  or  both. 

This   frc.iucnt   breaking  upon  and   re-coopering  of  packages  does 

i  K,.t..i  a  ml  they  an-  often  unfit  for  transportation  before  their 

i      Their  dilapidated    condition   often   serves    to 

iiiMher   Hii-ft   and  011  the   loss  of  their  contents,  even 

thuiiKh  honestly  but  perhaps  not  ton  car. 'fully  handled.    It  is  noticeable 

ten  sl">w   further  losses  at  each  point  invoiced, 

whether  or  not  the  car  moves  under  proper  seal   protection. 

Many  freight  stations  are  now  provided  with  facilities  for  strap- 
ping wiring  or  oth. -rwisc  s.-i-iirins  and  stengthening  such  packages, 
and  tht-  use  of  such  devices  or  methods  has  produced  excellent  results, 
Iwth  n»  to  mcvciit'on  of  claims  and  to  saving  in  labor  of  re-coppering. 

\\  ••  suggest  the  desirability  of  placing  notations  on  waybills,  at 
point!  where  packages  are  invoiced,  indicating  the  manner  in  which 
they  have  been  re-coopered,  i.  e.:  whether  strapped,  wired,  etc.;  also 
.1:  the  name  of  the  station  and  road.  This  would  often  avoid 
re-Invoicing  and  would  ateo  be  of  considerable  assistance  In  locating 
losses  or  pilferage. 

We  further  suggest  that  if.  or  when,  practicable,  the  strapping  or 
wiring  devices  be  provided  with  seals  or  other  means  of  indicating 
the  station  and  road  that  applies  them.  This  would  provide  for  less- 
carload  freight,  or  such  of  it  as  most  badly  needs  it,  a  sort  of  seal 
protection  somewhat  similar  to  that  now  given  to  the  carload  freight. 

This  is  not  suggested  as  a  cure-all  for  the  troubles  of  less-car- 
load shipments,  as  we  cannot  lose  sight  of  the  fact  that  perfect  seal 
protection  and  perfect  seal  records  do  not  always  prevent  claims  on 
carload  freight;  but  we  believe  it  to  be  a  step  in  the  right  direction. 

Suggestions  made  by  the  Baltimore  committee,  regarding 
payment  of  claims  for  loss  of  goods  by  pilferage,  discovery  of 
which  was  made  after  arrival  at  consignor's  place  of  business 
and  supporting-  testimony  regarding  which  was  not  available, 
were  referred  to  the  Committee  of  Direction.  It  was  the  posi- 
tion of  the  Baltimore  agents  that  something  should  be  worked 
out  to  obviate  the  necessity  for  the  carriers  paying  claims  on 
such  shortages  except  where  it  could  be  proved  that  the  loss 
did  not  occur  after  the  consignor  took  charge  or  before  the 
consignee  relinquished  possession. 

Some  discussion  was  also  had  on  the  conflict  of  regulation 
resulting  from  the  Commission's  recent  ruling  that  order  bills 
of  lading  must  be  relinquished  before  delivery  could  be  affected, 
on  one  hand,  and  the  ruling  of  the  treasury  department,  on 
the  other,  that  shipments  could  be  delivered  on  presentation 
of  a  certificate  showing  the  bill  to  be  on  file  at  the  customs 
house.  The  subject  was  brought  up  through  a  letter  from  the 
Seattle  committee,  and  was  referred  to  the  Committee  of  Direc- 
tion for  further  handling. 

It  was  reported,  at  the  close  of  the  morning  session,  by  the 
registration  committee,  that  the  attendance  at  the  meeting  was 
•422.  Sixty-eight  railroads  and  four  steamship  companies  were 
represented. 

Election   of  Officers 

G.  M.  Teschemacher,  general  agent,  Chicago  and  Alton, 
Chicago,  was  unanimously  elected  chairman;  H.  W.  Maynard, 
Jr.,  agent,  Central  Railroad  of  New  Jersey,  was  elected  first 
vice-chairman,  and  J.  R.  Hitchcock,  agent,  A.  T.  and  S.  F  ,  Kan- 
sas City,  Mo.,  was  elected  second  vice-chairman. 

The  following  were  elected  to  membership  on  the  Commit- 
tee of  Direction:  R.  P.  Smallhorn,  agent,  Canadian  National 
Grand  Trunk,  Montreal;  H.  J.  Griffing,  agent,  Mobile  and  Ohio, 
Mobile;  Frank  Laughlin,  agent,  Erie  Railroad,  Cleveland;  E.  J. 
C'offcy,  agent,  Southern  Railway,  East  St.  Louis;  L.  H  Caswell, 
agent,  Chicago  Great  Western,  Minneapolis;  W.  E.  Westington, 
agent.  Southern  Pacific  Company,  San  Francisco;  L.  J.  Brink- 
man,  agent,  Michigan  Central,  Detroit;  J.  L.  Harrington,  agent, 
Burlington,  Omaha. 

The  successful  candidates  for  membership  on  the  nominat- 
ing committee  were:  W.  H.  Herbig,  agent,  C.  R.  I.  and  P., 
Kansas  City;  C.  C.  Kinney,  agent,  Pennsylvania,  Philadelphia; 
I-eslle  Ellis,  agent,  Richmond,  Fredericksburg  and  Potomac, 
Richmond,  Va.;  E.  J.  McDonald,  agent,  Wabash,  St.  Louis;  Geo. 
B.  Ager,  agent,  Boston  and  Albany,  Boston. 

The  question  of  time  and  place  for  the  next  meeting  was 
eft-rred  to  the  Committee  of  Direction  with  the  recommenda- 
tion that  the  invitation  received  from  railroad  and  civic  organ- 
izations at  Chattanooga  be  accepted. 


GUARANTY  DENIED 

The  Commission  has  ruled  that  the  provisions  of  Section 
(guaranty)  of  the  transportation  act  are  not  applicable  to 
the  Kansas  City,  Shreveport  &  Gulf  Terminal  Co.,  because  the 
a  ratify  will  be  applied  to  the  result  of  operations  of  the  prop- 
erty   through    the    tenant    lines.      A    similar   ruling   was    made 
ith   respect  to  the  application  of  the  Pueblo  Union   Depot   & 
Railroad  Co. 


ARGUMENT  IN  OIL  CASE 

The  Traffic  World  Washington  Bureau 

The  questions  whether  the  4.5  cents  per  100  specific  increase 
in  rates  on  oil,  made  as  a  commutation  by  Director  Chambers 
for  the  25  per  cent  general  increase  in  freight  rates  and  whether 
the  revised  statutes  forbid  the  transfer  of  reparation  claims 
from  consignee  to  consignor  or  vice  versa,  were  discussed  in 
arguments,  June  20,  on  No.  11564,  Laclede  Steel  Co.  vs.  Director 
General,  Chicago  &  Alton;  No.  12806,  Roxana  Petroleum  Cor- 
poration vs.  Director-General,  Chicago  &  Alton,  and  related  cases, 
by  Fayette  B.  Dow  and  W.  C.  Ropiequet  for  the  complainants  and 
Alexander  H.  Bull  for  the  Director-General. 

The  arguments  were  on  a  re-opened  Laclede  case.  The 
Roxana  and  other  cases  were  discussed  on  their  merits  regard- 
less of  the  question  of  assignment. 

In  the  Laclede  case  the  Commission  held  the  4.5  cent  in- 
crease unreasonable  but  held  the  complainant  was  not  entitled 
to  reparation  because  it  had  not  paid  and  borne  the  charges. 
The  Roxana  complainant  was  filed,  covering  the  same  shipments, 
so  as  to  bring  in  the  consignor  so  the  complainants  could  con- 
tend that  the  reparation  was  due  to  one  or  the  other  because 
there  was  a  contract  whereby  the  prices  to  be  paid  by  the  La- 
clede company  were  to  be  determined.  Mr.  Ropiequet  contended 
that  it  was  not  even  necessary  for  the  Commission  to  say  how 
much  should  be  paid  to  the  consignor  or  to  the  consignee  because 
the  contract  itself  showed  how  the  apportionment  of  the  money 
would  have  to  be  made.  The  shipments  in  question  moved,  as 
claimed,  from  one  switching  district  to  another,  in  a  switching 
movement,  the  districts  being  the  Alton  and  Wood  River,  the 
distance  being  something  over  five  miles.  The  Commission  held 
the  increase  should  not  have  been  more  than  2.5  cents  and 
awarded  reparation. 

Mr.  Dow  contended  it  was  ridiculous  to  argue  that  the 
statute  of  1853  forbidding  the  voluntary  assignment  of  claims 
against  the  government  applied  to  claims  for  reparation  arising 
by  reason  of  the  operation  of  the  railroads  by  the  President  in 
the  face  of  so  many  declarations  in  the  federal  control  act  show- 
ing the  intention  of  congress  to  leave  the  procedure  and  the 
remedies  of  the  act  to  regulate  commerce  unchanged,  which  he 
said  could  not  be  explained  away  without  doing  the  utmost 
violence  to  language  and  the  legislative  history  of  the  control 
law.  If  there  had  been  only  one  place  where  words  were  used 
to  convey  the  assurance  to  the  shipper  that  he  would  not  be 
deprived  of  his  usual  remedies  and  his  usual  procedure,  he  said 
there  might  be  some  shadow  of  excuse  for  contending  that  a 
claim  for  reparation  was  a  claim  against  the  sovereign.  But, 
inasmuch  as  there  were  several,  he  could  not  see  anv  conclusion 
other  than  that  Congress  had  intended  to  leave  the  law  relating 
to  claims,  procedure  and  recovery  unchanged  except  to  one  thing 
— namely,  issuance  of  writs  of  execution  based  on  judgments. 

"I  will  admit,"  said  he,  "that  after  a  shipper  obtained  a 
judgment  he  could  not  send  around  the  sheriff  to  collect  the 
money  by  seizing  the  property  in  the  hands  of  the  President." 

Mr.  Bull  argued,  among  other  things,  that  because  the  Roxana 
Petroleum  Company  was  still  in  existence  to  sue  and  be  sued, 
as  asserted  in  one  of  the  cases,  it  was  obvious  that  reparation 
could  not  be  made  to  the  Roxana  Petroleum  Corporation  that 
claimed  to  be  the  successor  in  interest  to  that  company.  He 
contended  the  assignment  of  the  claims  of  the  Laclede  Gas  com- 
pany to  the  Roxana  Petroleum  Corportion  brought  the  trans- 
action within  the  statute  of  1853  and  that  therefore  the  Com- 
mission could  not  proceed. 

As  to  the  increase  of  4.5  cents  per  100  pounds,  he  argued  it 
was  almost,  if  not  entirely  an  act  of  bad-  faith  on  the  part  of 
Clifford  Thome  and  Fayette  B.  Dow  to  appear  as  attorneys  for 
complainants  in  cases  involving  that  commutation  of  the  25 
per  cent  increase  because  they  were  members  of  the  committee 
that  negotiated  with  Edward  Chambers  for  that  commutation, 
on  the  ground  that  it  would  be  satisfactory  to  the  non-Standard 
part  of  the  industry  and  would  save  it  from  being  wrecked,  which 
wrecking  would  inure  to  the  benefit  of  the  Standard.  His  thought 
seemed  to  be  they  made  a  bargain  which,  in  honor,  they  were 
bound  as  attorneys  to  observe,  even  if  non-Standard  companies 
desired  to  attack  it  on  the  ground  that  it  resulted  in  unreason- 
able rates.  He  said  the  reduction  of  the  rate  to  a  charge  of 
$15  or  $18  per  car,  before  the  end  of  federal  control,  was  not 
to  be  taken  as  evidence  of  unreasonableness.  He  said  it  was 
made  because  the  shippers  had  represented  that  if  it  was  not 
made  they  would  ship  by  truck.  After  they  had  persuaded  the 
Railroad  Administration  to  make  the  reduction,  he  said,  they 
came  around  to  demand  reparation  down  to  the  basis  of  a  rate 
they  said  they  would  have  to  have  or  they  would  truck  their 
fuel  oil  from  the  Roxana  plant  to  the  plant  of  the  Laclede  Gas 
company  and  other  users  of  fuel  oil  in  the  vicinity  of  Alton. 


N.  &  P.   B.   L.   BONDS 

The  Norfolk  and  Portsmouth  Belt  Line  Railroad  Co.  has 
applied  to  the  Commission  for  authority  to  have  certified  and 
delivered  to  it  by  the  Fidelity  Trust  Co.  of  Philadelphia,  $150,- 
000  of  5  per  cent  gold  bonds,  and  to  sell  the  same  to  discharge 
existing  obligations. 


June  24.  1922 
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Questions  and  Answers 

ID  thi»  d*-p.mrTm«-m  will  be  answered  question*  of  ho'Ji  legal  and 
practical  nature  that  confront  persons  dealing  wit  h  tra  v.c.  A  -^ciah.t 
DO  interstate  co*nracTc»-  law.  wttois  •  member  of  pur  legal  department, 
will  five  hi*  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  w»o>  knowtr4.tr  will  answ«r  questions  relating  to  practical  traffic 
problem*  Wr  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
•alp  him  m  hts  work  Persona  desirinc  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question  by  the  citation  of 
authorities  n  •  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se~-ice  by  the  payment  of  a  reasonable  fee.  The  right  11  re 
*  to  "cruse  to  answer  in  this  department  any  question,  legal  or 
that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
i  too  comple*  for  the  kind  of  investigation  herein  contemptatrd 

Address  Questions  and  Answers  Department. 
a*.-^.  VMiiMtasio..   Colorado  Building.  Washington.  D   C 


Mi»rOuting — Carrier    Liable    for    if    It    Detourt    Shipment    Over 

Higher    Rated    Route    on    Account    of    Flood*    or    Embargoes 

Without  Consignor's   Consent 

Indiana. — Question:     Station  "A"  is  served  by  two  railroads 

:iown    as    Railroad    "I!"    and   Railroad    "C."     Class 

rate*  to  point*  on  Railroad  "H"  do  not  apply  via  Railroad  "C" 

to  points  on  Railroad  "B,"  and  shipments  moving  via  Railroad 

>o  junction  points  on  Railroad  "B"  and  thence  via  Railroad 
to  destination  must  be  handled  on  combination  of  local 
rates.  However.  Railroad  "B"  has  a  serious  washout  caused  by 
flood  conditions  on  their  line,  and  it  was  necessary  to  s. -r.il 
shipment  via  Railroad  "C"  to  a  Railroad  "B"  junction  and  th>-n 
to  destination  via  Railroad 

While   »••    realize   that    If   there   are  no   through   rates    In 

t.  combination  rates  most  apply,  yet  In  this  particular  case 

It   was   Impossible   to  send   the   shipment  via  any  other   route 

and  we  thought  poxslbly  there  may  have  been  some  ruling  made 

at  some  time  or  some  decision  handed  down  by  the  Interstate 

imrnlsslon  which  would  clarify  this  matter. 

Answer:  If  the  shipments  were  delivered  to  line  "B"  be- 
fore its  line  became  Impassable,  and  that  carrier,  without  in- 
structions from  the  consignor,  forwarded  the  shipment  via  tin- 
more  expensive  route,  contrary  to  its  original  routing  instruc- 
tions. l!ne  "B"  Is  liable  for  the  extra  freight  charges.  The 
delivery  of  a  shipment  to  line  "B"  for  delivery  at  a  local  point 
on  its  line,  without  further  Instructions  as  to  routing.  Is  the 
equivalent  of  complete  routing,  and,  under  the  law,  line  "B" 
could  not  Interfere  with  this  without  the  consignor's  consent. 
It  must  give  the  shipper  the  option  of  having  the  shipment  re- 
turned to  point  of  origin,  diverted  to  some  other  destination 

•f  having  same  forwarded  via  a  different  available  route. 
Washouts,  embargoes,  etc.,  afford  carriers  no  excuse  for  disre- 
garding shippers'  routing  Instruction*.  Fred  S.  Morse  Lumber 

.pany  vs.  U  *  N..  33  I.  C.  C    R7I :   Caraten  Packing  Co.  vs. 

:  H  A  N  .17  I  i  Woodward  ft  Dlckerson  vs.  !>.  & 

'->•!  Zuckerman  ft  Co.  vs.  C.  M.  Ry.  Co.. 
:7  I  c  i  ;•••  Conference  Ruling  88. 

Rental  Charge  for  Use  of  Refrigerator  or   Insulated  Car 
Nebraska. — Question:     Do  you  know  of  any  decision  pending 
or   decision   of   the   court    which   has   been    rendered    regarding 
•al  charges  on  Insulated  ears  which  protects  the  carriers  in 
assessing   IS  per  car  per  trip*     We  are  of  the  opinion   that  a 
decision  Is  pending.  -    _ 

Answer:  No  doubt  the  case  to  which  you  have  reference 
Is  that  of  North  PacIOc  Fruit  Distrubters  TB.  Northern  Pacific 
Ry.  Co..  40  I.  C.  C.  191.  In  which  case  the  Commission  held  that 
a  car  rental  charge  of  $5  per  car  per  trip  for  the  use  of  a 
refrigerator  or  insulated  car.  when  furnished  upon  a  shipper's 
order.  In  the  transportation  of  deciduous  fruits  from  the  north- 
west during  the  season  when  protection  from  frost  may  be 
m-ressary  and  when  such  protection  Is.  by  his  choice,  furnlMn  il 
by  the  Chipper  at  his  own  risk,  was  not  unreasonable  or  unjustly 
discriminatory. 

Misrouting — In    Absence    of    Specific     Routing     Instructions     by 
Shipper  Rate  Inserted  in  Bill  of  Lading  Controls  Routing 
Kansas. — Question:    We   made   carload   shipment   on   which 
two  different   rates  would  apply  according  to  routing.     The  bill 
tiding  covering  showed  no  routine  except  delivering  line  at 
destination,   but   showed   rate   which    applied    via    one   route      It 
eloped  later  that  a  lower  rate  would    have   applied   via   an- 
other route.      As  shipment  was  unrouted.  should  the  lower  rate 
although   the   higher   rate   was   shown   on   bill   of 

Oft 

Answer:  Conference  Ruling  47 1C  Imposes  the  duty  upon 
the  carrier's  agent.  In  case  a  rate  and  route  are  shown  In  t til- 
bill  of  lading  and  the  rate  does  not  apply  via  the  route  specified. 
n  from  executing  such  bill  of  lading,  and  to  ascertain 
whether  the  rate  or  route  is  to  be  observed.  If  the  rate  Is 
eliminated,  the  route  must  be  observed.  If  the  routing  Is  ellmi- 
•  e  carrier  must  forward  the  shipment  via  a  route  over 
which  Hi-  '  is  applicable. 

In  North  State  Lumber  Company  vs.  Southern  Railway,  39 
I.  C.  C.  409.  lumber  from  Ore  Mill  N  C.  consigned  to  New 


York,  was  routed  Southern  Railway  and  Pennsylvania  Railroad, 
these  two  lines  having  direct  connections  through  Potomac 
Yards,  Va.  The  rate  via  this  route  was  26&  cents.  Contempo- 
raneously, a  rate  of  22%  cents  was  applicable  from  Ore  Hill 
to  New  York  via  Southern  Railway,  Pinners  Point,  Va.,  N.  Y.  P. 
&  N.  Railroad.  Delmar,  Del.,  thence  P.  R.  R.  The  Commission 
held  that  if  the  22>£-cent  rate  had  been  specified  in  the  bill  of 
lading,  the  carriers  would  have  been  obliged  to  forward  the  car 
over  the  latter  route. 

Having  specified  the  Santa  Fe  rate  in  the  bill  of  lading,  the 
carrier  cannot  be  held  for  failure  to  forward  shipment  via  a 
route  which  has  a  lower  rate. 

Computing    Time    on    Cars    Held    for    Surrender   of   Order-Notify 

Bill  of  Lading 

Illinois. — Question:  What  would  be  considered  the  release 
date  on  a  car  bill  to  shipper's  order,  notify  a  consignee  who 
has  a  private  siding? 

The  car  was  held  for  the  bill  of  lading  and  the  usual  arrival 
notice  mailed  the  day  the  car  was  received,  the  following  day 
being  allowed  for  free  time.  The  bill  of  lading.  Instead  of  being 
presented  to  the  railroad  company  the  day  the  free  time  expired 
wa»  mailed  on  that  date.  Would  the  date  of  mailing  be  con- 
sidered as  the  release  date  or  the  date  the  bill  of  lading  was 
received  by  the  carrier?  Has  this  question  ever  been  passed  on 
by  the  Interstate  Commerce  Commission? 

Answer:  Rule  3.  section  B.  paragraph  1,  of  Fairbanks' 
Demurrage  Tariff  4-A.  I.  C.  C.  8.  provides  that  on  cars  held  for 
surrender  of  bill  of  lading,  time  shall  be  computed  from  the 
first  7  a.  m.  after  the  day  on  which  notice  of  arrival  is  sent  or 
given  to  the  consignee. 

Rule  2,  section  A.  allows  48  hours'  free  time  for  unloading, 
rnloadlng  also  Includes  surrender  of  bill  of  lading  on  cars 
consigned  to  shipper's  order.  We  do  not  locate  a  specific  case 
in  point,  but  in  all  Its  decisions  covering  matters  where  the 
thing  to  be  done  Is  conditional  on  the  "surrender"  of  the  bill 
of  lading,  the  Commission  uses  the  term  "surrender"  as  a 
"dellvering-to-the-carrler."  Carriers  will  not  reconslgn  a  car  un- 
til the  order  therefor  is  in  their  hands,  and  will  waive  no  de- 
murrage accruing  while  awaiting  SiTch  orders,  and  in  L.  H. 
Wheeler  vs.  Pin  c  tor  General.  B5  I.  C.  C.  149,  where  demurrage 
charges  accrued  while  car  was  being  held  for  disposition,  con- 
signors having  mailed  reconslKning  orders  to  the  carrier,  the 
Commission  holds  that  the  mere  mailing  of  the  reconsignment 
order,  without  regard  to  Its  delivery,  was  not  In  law.  a  com- 
pliance with  the  terms  of  the  governing  tariff,  that  by  those 
terms  only  orders  actually  'received"  by  the  carrier  would 

are  of  the  view  that  the  provision  of  the  demurrage 
tariff  allowing  two  days'  free  time  for  surrendering  the  bill  of 
lading  and  unloading  contemplates  an  actual  delivery  of  this 
document  into  the  possession  of  the  carrier.  The  carrier  cannot 
be  held  for  delays  in  the  mail,  for  the  Post  Office  Department 
is  obviously  the  agent  of  the  shipper  and  not  of  the  carrier, 
re  Is  no  holding  out  of  this  kind  of  car-release  to  the  shipper. 
Surrendering  contemplates  a  delivering  up.  The  bill  of  lading 
must  be  surrendered  to  the  party  stipulating  therefor,  viz.,  the 
carrier,  and  not  the  Post  Office  Department. 

Application  of  "Two  for  One"  Rules 

Maryland. — Question:  Referring  to  the  question  propounded 
Vj  •Illinois"  and  your  answer  appearing  in  your  issue  of  May 
27.  1922,  relative  to  the  furnishing  by  carriers  of  two  cars  in 
lieu  of  a  larger  one  ordered  on  material  subject  to  rule  No.  34 
of  the  Consolidated  Freight  Classification.  I  would  invite  your 
attention  to  the  last  paragraph  of  Conference  Ruling  No.  339, 
wherein  the  Commission  stated  that  "In  all  cases  the  Initial 
carrier  will  be  liable  for  such  additional  charges  as  may  be 
Imposed  on  the  shipper  by  reason  of  its  failure  to  furnish  a  car 
of  f  ity  ordered." 

We  have  ip  mind  two  claims  which  were  filed  against  the 
same  carrier  based  on  this  Issue,  one  of  which  was  paid,  the 
other  being  declined  on  the  grounds  that  this  decision  referred 
only  to  cases  where  the  same  tariff  does  not  apply  from  point 
of  origin  to  destination  and  different  rulings  are  in  effect  on 
separate  tariffs.  The  first  claim  was  paid  without  question. 
We,  of  course,  returned  the  second  claim  and  pointed  out  that 
no  such  interpretation  as  they  had  placed  on  the  ruling  could 
f.ted  and  that  they  could  not  consistently  pay  the  first 
claim  and  decline  the  second.  To  date  we  have  had  no  reply. 

Please  set  forth  in  The  Traffic  World  If  you  do  not  think 
that  it  was  the  Intention  of  the  Commission  when  promulgating 
their  Conference  Ruling  that  their  attitude  would  be  to  relieve 
tin-  shipper  of  any  expense  caused  by  the  inability  of  carriers 
to  furnish  a  car  of  the  size  ordered. 

Answer:  Rule  34  of  the  Consolidated  Classification,  as  we 
stated  In  our  answer  to  "New  York"  in  the  June  17  Issue  of 
The  Traffic  World  under  the  raptlon  "Application  of  Rule  34 
(if  Consolidated  Classification."  applies  only  to  articles  rated 
in  the  classification  which  makes  specific  reference  to  the  rule. 
If  the  shipments  were  made  under  rates  subject  to  rule  34  of 
the  classification  or  rates  named  In  a  tariff  which  carries  a 
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-two  for  one"  rate,  the  provisions  thereof  must  be  observed  by 
the  carriers. 

As  to  shipments*  made  under  tariffs  which  do  not  provide 
for  a  "two  for  one"  rule,  the  matter  becomes  a  question  for 
the  determination  of  the  Commission  as  to  whether  the  charges 
assessed  were  reasonable.  See  Dletly  vs.  N.  Y.  C.  R.  H.,  46 
I.  C.  C.  317. 
Absorption  by  Carrier  of  Increased  Compress  Charge 

Mississippi. — Question:  Cotton  originating  at  A  is  stopped 
at  B  for  compression  and  reshlpment  to  C.  The  transit  tariff 
carrying  rules  applicable  at  B  on  cotton  for  compression 
and  reshlpment  provides  that  where  freight  bills  covering  the 
uncompressed  cotton  into  B'  are  surrendered  with  bills  or 
lading  covering  the  outbound  shipments  of  compressed  cotton 
that  credit  will  be  allowed  reshippers  for  the  amount  paid  into 
B  and  that  compressed  cotton  will  be  billed  out  at  the  balance 
of  the  through  rate  from  A  to  C. 

One  of  the  rules  In  transit  tariff  referred  to  reads:  "Maxi- 
mum allowance  to  compresses  for  compressing  cotton,  cotton 
llnters  or  regins  in  standard  rectangular  bales,  will  be  fifteen 
(15)  cents  per  100  pounds." 

The  through  rates  applicable  from  A  to  C  are  published  in 
Glenn's  Port  Cotton  Tariff  No.  2,  I.  C.  C.  No.  A-293.  This  tariff 
makes  the  same  allowance  (15  cents)  for  compression  other  than 
exceptions  carrier  in  Ntfte  9  which  do  not  affect  the  shipments 
in  question. 

The  compress  company  located  at  B,  some  months  ago, 
notified  the  carrier's  local  agent  that  their  rate  of  compression 
from  that  date  would  be  20  cents  per  100  pounds.  Through  a 
misunderstanding,  the  agent  made  such  allowance  on  all  cotton 
compressed  in  transit  during  a  period  of  several  months.  When 
bills  were  rendered  the  compress  for  the  over-allowance  of  5 
cents  per  100  pounds,  the  operating  company  disclaimed  any 
responsibility  for  the  amounts,  taking  the  position  that  the 
notice  to  the  carriers  of  the  change  in  compression  charge, 
referred  to  above,  was  all  that  was  sufficient  on  their  part,  and 
that  the  amount,  if  due,  was  due  from  the  owners  of  the  cotton 
by  whom  the  'shipments  were  made.  However,  it  should  be 
taken  into  consideration  that  the  shippers  had  paid  the  rates 
in  Port  Cotton  Tariff  No.  2,  referred  to  above,  under  column 
A  (cotton  and  cotton  linters  or  regins.  In  bales,  compressed 
or  uncompressed,  with  privilege  to  carrier  of  compressing  at 
origin  or  in  transit  when  delivered  to  the  carrier  uncompessed). 
In  other  words,  the  shippers  have  paid  the  legal  tariff  rates 
which  Include  cost  of  compression,  regardless  of  what  such  cost 
may  be. 

Kindly  let  us  have  your  opinion  as  to  the  position  taken 
by  the  compress  company,  advising  if  you  believe  that  shippers 
could  be  finally  held  responsible  for  the  amount  allowed  in 
error. 

Answer:  In  the  case  of  Anderson,  Clayton  &  Co  vs  Fort 
Smith  &  Western  R.  R.  et  al.,  68  I.  C.  C.  299,  the  Commission 
had  before  It  a  situation  similar  to  the  present  one  and  awarded 
reparation  for  the  sum  collected  in  excess  of  the  amount  of 
the  compress  charge,  which,  under  the  tariff  provisions  was 
absorbed  by  the  carrier. 

r,  under  the  tariffs  governing  the  shipments  referred   to 

(in,  provision  was  not  made  for  the  absorption  of  the  entire 
amount  of  the  compress  charge,  the  Commission  will  no  doubt 
award  reparation  upon  complaint. 

i  the  other  hand,   if,  under    the    applicable   tariffs,   the 
hrough  rate  includes  the  full  amount  of  the  compress  charge 

carrier  and  not  the  shipper  should  settle  with  the  compress 
company. 

The  Commission,  In  the  above  referred  to  case,  was  evl- 
itly  of  the  opinion  that  tariffs  carrying  provisions  similar  to 

•  involved  In  the  present  instance  did  not  include  the  full 
amount  of  the  compress  charge. 

Freight  Charges — Liability  of  Consignee 

Pennsylvania.— Question:     A  car  of  grain  shipped  prepaid  by 

who  has  credit  arrangements  with  railroad.      Prepaid  bill 

ding  (order)  signed  by  agent  of  railroad,  prepaid,  passed 

bank   and   was    paid    by   consignee,   who   presents 

ame  to  railroad  agent,  who  refuses  delivery  to  consignee,  claim- 

P  has  Just  received  a  wire  to  make  charge  collect,  although 

waybill  read  prepaid.    The  reason  for  same— the  railroad  just 

ered  shipper  was  in  financial  difficulties. 
Can   consignee   recover   additional   freight  charges   paid   to 
delivering  agent  or  should  he  have  paid? 

While  the  consignor  as  the  party  with  whom  the 

•tract  of  shipment  Is  made,  Is  primarily  liable  for  the  pay- 

t  of  the  freight  charges,  whether  he  is  the  owner  of  the 

the  consignee,  by  the  acceptance  of  the  goods   also 

becomes  liable  for  the  freight  charges.    We,  therefore,  are  of 

e  opinion   that  you   cannot  recover  the  amount  paid   to  the 

carrier,  particularly  if  the  carrier  has  no  recourse  against    he 

consignor,  by  reason  of  his  Insolvency. 

Condition  of  Goods  When  Delivered  to  Carrier— Notation  on  Bill 

of  Lading  Thereof 
New  ,l«riey.— Question:     Has  an  interstate  carrier  the  right 


to  accept  for  transportation,  under  the  pure  food  act,  unwhole- 
some food  products  which  are  unfit  for  human  consumption,  by 
a  qualified  receipt  reading  "so  many  barrels  received  soft  and 
sweating  by  the  forwarding  line"? 

On  arrival  of  property,  the  temperature  of  the  car  was 
taken  and  found  to  be  lower  than  that  necessary  to  preserve 
the  lading  of  this  car.  Part  of  shipment  was  hauled  to  our 
warehouse  and,  upon  inspection,  was  found  to  be  more  or  less 
spoiled.  Agent  of  the  delivering  line  was  promptly  notified  of 
Its  condition  and  after  consulting  with  the  freight  claim  depart- 
ment was  advised  to  have  us  salvage  the  property  to  the  best 
advantage  for  their  accouht,  which  was  accomplished,  and  claim 
was  filed  for  the  net  amount  involved. 

In  the  course  of  investigation,  carriers  found  lading  re- 
ceipted for  "10  barrels  soft  and  sweating"  and  paid  the  claim 
less  the  value  of  these  10  barrels,  stating  that  they  were  de- 
livered in  the  same  condition  as  received.  Bill  of  lading,  how- 
ever, when  received  by  us  did  not  contain  this  notation,  which 
the  carriers  claim  was  erased  after  being  issued.  Regardless 
'  of  this  phase,  we  contend  that,  by  reason  of  our  salvaging  50 
per  cent  of  the  lading  that  this  is  conclusive  evidence  of  the 
entire  shipment  being  more  or  less  spoiled  when  received  by 
the  initial  carrier.  Moreover,  it  would  have  been  impossible 
for  us  to  distinguish  between  the  10  barrels  signed  for  in  bad 
order  and  the  balance  of  the  shipment,  since  each  and  every 
barrel,  as  above  mentioned,  was  more  or  less  spoiled.  In  pay- 
ment of  claim,  carrier  excluded  from  their  settlement  these 
particular  10  barrels  and,  in  doing  so,  we  claim,  they  are  re- 
stricting their  liability  on  a  commodity  which  does  not  take  a 
restricted  valuation  rate  and  by  reason  of  our  having  paid  the 
delivering  line  charges  based  on  the  third  class  rate  on  the 
entire  carload  of  which  these  10  barrels  were  a  part,  that  the 
carriers  are  responsible  for  the  face  value  of  the  property. 
Aside  from  this  phase,  the  point  we  lay  stress  upon  is  that  we 
were  authorized  to  salvage  the  entire  carload  for  the  carriers' 
account,  in  view  of  which,  we  feel  that  we  were  acting  for  them 
in  so  doing  and  should  not  be  asked  to  absorb  the  loss  of  the 
10  barrels  in  question. 

Answer:  There  is  no  provision  in  the  pure  food  act  which 
imposes  upon  a  carrier  the  duty  of  determining  whether  or  not 
food  products  delivered  to  it  for  transportation  are  fit  for  human 
consumption,  and,  if  so,  the  obligation  to  refuse  acceptance 
thereof. 

Whether  or  not  the  10  barrels  which  the  carriers  have 
excluded  from  their  settlement  were  or  were  not  in  bad  order 
when  deliveed  to  the  carrier  at  point  of  origin  is  a  question 
of  fact,  as  to  which  the  notation  on  the  bill  of  lading,  if  there 
was  such,  and  the  further  fact  that  you  were  asked  to  salvage 
the  goods,  have  only  an  evidential  bearing,  neither  being  con- 
clusive of  the  question.  Where  goods  delivered  to  a  carrier 
for  transportation  were  receipted  for  by  a  carrier  as  being  in 
good  condition  the  burden  is  upon  the  carrier  to  show  that  they 
were  not  in  fact  in  good  condition  for  the  transportation,  but 
where  a  qualified  receipt  is  given  by  the  carrier  and  accepted 
by  the  shipper,  the  burden  is  upon  such  shipper  to  show  that 
the  excepted  goods  were  in  fact  in  good  condition,  notwithstand- 
ing such  qualified  receipt. 

The  carrier  is  not,  under  such  circumstances,  limiting  its 
liability  in  the  sense  of  a  restriction  in  valuation,  the  considera- 
tion for  which  is  a  reduced  rate,  but  merely  providing  itself 
with  evidence  in  the  event  claim  or  suit  is  filed  for  damages 
which  evidence,  however,  is  subject  to  rebuttal. 
Misdelivery — Liability  of  Carrier 

New  York. — Question:  In  December,  1921,  we  exported  to 
Southampton,  England,  a  shipment  of  apples  of  a  certain  brand 
and  variety,  the  contract  with  the  steamship  company  being 
that  the  consignment  was  to  be  carried  in  refrigerator  stowage, 
for  which  a  rate  in  excess  of  that  applicable  to  goods  trans- 
ported in  ordinary  stowage  was  assessed  and  paid. 

It  would  appear  that  aboard  the  same  vessel  in  which  our 
shipment  was  transported,  another  shipper  had  forwarded  in 
ordinary  stowage  a  lot  of  apples  bearing  the  same  brand  as 
ours,  but  not  of  the  same  variety,  this  lot  being  destined  to 
London  via  Southampton,  while  the  destination  of  our  shipment 
was  Southampton. 

When  the  vessel  discharged  cargo  at  Southampton  the 
teamship  company  delivered  to  our  consignee  the  lot  of  apples 
which  had  been  carried  in  ordinary  stowage  and  destined  to 
London,  while  our  shipment,  for  which  we  had  paid  the  higher 
rate  charged  for  refrigerator  stowage,  was  presumably  delivered 
to  London. 

There  was  no  complaint  as  to  condition  in  connection  with 
the  apples  delivered  to  our  Southampton  consignee,  but  they 
comprised  a  variety  for  which  there  was  little  demand  in  South- 
ampton at  the  time  and  consequently  were  sold  at  a  loss  under 
what  would  have  been  realized  for  the  variety  comprising  our 
shipment. 

Our  Southampton  consignee  immediately  filed  claim  against 
the  steamship  company,  who  promptly  declined  same  on  the 
grounds  of  their  having  delivered  the  identical  quantity  and 
brand  (or  mark),  which  they  had  accepted  for  transportation, 
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taking  no  cognizance  of  the  fact  that  the  delivery  which  they 
did  make  was  of  a  shipment  forwarded  by  a  consignee  other 
than  ourselves,  and  also  ignoring  the  fact  that  our  consignment 
was  carried  in  refrigerator  stowage  and  a  high  rate  of  freight 
paid,  while  the  lot  of  apples  delivered  were  transported  in  ordi- 
nary stowage  at  a  lower  rate. 

It  is  oar  contention  that  the  steamship  company  was  not 
only  under  contract  for  the  safe  carriage  of  our  shipment,  but 
was  also  obligated  to  deliver  to  our  consignee  the  identical 
shipment  which  it  received  from  us  for  transportation,  and  not 
a  shipment  which  it  had  received  from  another  consignor. 

Answer:  While  we  have  not  been  able  to  locate  decisions 
of  the  courts  covering  facts  similar  to  those  in  the  instant  case, 
we  are  of  the  opinion  that  a  right  of  action  exists  against  the 
carrier  for  the  damage  suffered  by  reason  of  the  misdelivery 
of  the  goods,  which  is  conversion  on  the  part  of  the  carrier 
(se«  The  Hnntress  (U.  S.).  Fed.  Cas.  6.  914;  The  Pietro  G. 
38  F.  148),  and  recovery  of  the  difference  between  the  value 
of  the  goods  at  destination  which  were  delivered  to  your  con- 
signee and  the  value  of  the  goods  which  should  have  been  de- 
livered, but  for  the  carriers'  negligence,  can  be  had.  The  car- 
rier, of  course,  has  a  right  of  action  over  against  the  party  to 
whom  your  shipment  was  delivered. 

Damages— Tim*  Within    Which  to   File  Suit 

Pennsylvania. — Question:  We  are  concerned  at  the  present 
time  with  the  refusal  of  a  claim  by  A  Company,  their  conten- 
tion being  that  they  are  not  required  or  permitted  to  pay  claims 
after  two  years  have  elapsed  from  the  end  of  the  period  of 
federal  control.  We  would  greatly  appreciate  an  expression 
of  your  opinion  on  this  matter  as  to  whether  the  stand  of 
the  A  Company  is  well  taken  or  not.  The  facts  In  the  case  are 
as  follows: 

A  few  days  prior  to  the  termination  of  federal  control  In 
February,  1920,  a  shipment  was  forwarded  Interstate  from  |H>lnt 
A,  which,  however,  never  reached  point  of  destination  B.  (Malm 
for  value  of  shipment  was  entered  by  consignee  at  point  B 
within  three  months  of  date  of  shipment.  There  appears  to 
have  been  very  little  correspondence  or  activity  displayed  in 
connection  with  this  matter  on  the  part  of  the  consignee,  but 
about  a  year  after  claim  was  entered.  Inquiry  was  made  as  to 
the  status  of  the  case.  There  is  no  record,  however,  of  a 
reply  having  been  made  to  the  Inquiry.  About  two  years  later, 
or  in  May,  1922,  another  Inquiry  was  directed  to  the  A  Com- 
pany, to  which  they  replied,  courteously  declining  liability,  bas- 
ing their  stand  on  the  transportation  act  of  1920,  section  206-A. 

This  section  provides  that  actions  at  law,  suits  in  equity, 
and  proceedings  In  admiralty  may  be  brought  against  an  agent 
designated  by  the  President  within  a  period  of  two  years  from 
the  passage  of  said  act.  Nothing,  however.  Is  said  in  this  sec- 
tion about  claims.  We  took  exception  to  the  attitude  assumed 
by  carrier,  since  we  feel  that  as  claim  was  entered  within 
proper  time  limit,  same  would  be  payable  until  Investigation 
had  been  finally  concluded,  and  there  Is  really  no  cause  for  action 
of  any  kind  until  claims  have  been  definitely  declined. 

We  believe  that  section  206  C.  D  and  E.  provide  for  a  case 
of  this  kind,  especially  section  206-D.  which  specifically  states, 
that  actions,  suits,  proceedings  and  reparation  claims  may  be 
prosecuted  to  final  Judgment,  specifying  no  time  limit. 

While  we  feel  that  this  claim  should  be  honored.  It  would 
appear,  however,  that  In  order  to  bring  this  matter  to  a  suc- 
cessful conclusion  It  would  be  necessary  to  resort  to  the  courts. 

Answer:     In  our  opinion  a  claim  which  has  been  filed  »Hfr- 
a  carrier  for  loss  of  a  shipment  is  not  a  pending  action  wi 
the  meaning  of  section  20«  (D)  of  the  transportation  act  1920. 

Section  206-A  purport*  to  bar  all  actions  at  law  against 
the  Railroad  Administration  based  on  causes  of  action  arising 
during  the  period  of  federal  control.  Including  actions  for 
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damages  for  the  loss  of  goods  delivered  to  a  carrier  for  trans- 
portation and  has  been  so  construed  by  the  law  department  of 
the  Railroad  Administration. 

Whether  or  not  the  provision  which  was  incorporated  in 
the  bill  of  lading  in  compliance  with  the  Commission's  opinion 
in  the  Decker  case,  55  I.  C.  C.  453,  respecting  the  declination 
of  claims  for  loss,  damage  or  delay  by  carriers,  as  modified  by 
the  provisions  of  paragraph  11  of  section  20  of  the  intersate 
commerce  act,  dating  the  time  for  the  institution  of  such  suits 
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from  the  day  when  notice  Is  given  in  writing  by  the  carrier 
that  such  claim  is  declined,  has  the  effect  of  setting  aside  the 
two-year  limitation  carried  in  section  206-A  of  the  transporta- 
tion act,  1920.  as  to  claims  which  were  not  definitely  declined 
within  this  period  of  time,  Is  a  more  or  less  debatable  question, 
at  least  BO  far  as  shipments  made  on  and  after  Feb.  29,  1920, 
the  effective  date  of  the  carrier's  compliance  with  the  Com- 
miBBlon's  opinion  in  the  Decker  case,  and  one  not  determined 
by  decisions  of  the  courts,  as  yet. 

In  the  Ellis  case,  274  F.  443,  affirmed  in  276  F.  and  now 
before  the  Supreme  Court  of  the  United  States  on  writ  of  error, 
the  question  as  to  whether  the  findings  of  the  Commission  in 
the  Decker  case  referred  to  above,  apply  to  shipments  made 
under  bills  of  lading  carrying  provisions  not  in  accordance  with 
the  Commission's  findings  in  that  case,  that  is  bills  of  lading 
in  use  prior  to  the  Commission's  opinion,  will  be  decided,  and 
it  Is  possible  that  there  may  be  something  in  this  decision  upon 
which  to  base  an  opinion  as  to  whether  or  not  the  declination 
of  a  claim  by  the  carrier  is  a  condition  precedent  to  the  running 
of  a  statute  of  limitations. 

Reconsignment  of  Order-Notify  Shipments 

Massachusetts.— Question:  On  page  956  of  The  Traffic 
World  of  April  29,  under  the  heading,  "Reconsignment  of  Order- 
Notify  Shipments,"  you  stated.  In  answer  to  a  query  by  "Ne- 
vada." that  the  agent  was  justified  in  refusing  to  forward  the 
shipment  without  the  surrender  of  the  bill  of  lading  by  the 
notify  party  properly  indorsed  by  the  shipper,  or  an  order  from 
the  shipper  to  do  so. 

It  would  appear  to  me  that  this  answer  creates  a  wrong 
impression,  inasmuch  as  the  "conditions"  of  "Rules  and  Charges 
Governing  the  Diversion  and  Reconsignment  of  Carload  Freight" 
make  provision  In  substantially  the  following  manner,  that  "on 
shipments  consigned  'to  order'  original  bill  of  lading  should 
be  surrendered  for  indorsement  or  exchange,  or,  in  its  absence, 
satisfactory  bond  of  indemnity  executed  in  lieu  th-ereof,  or  other 
approved  security  given  at  the  time  the  diversion  or  reconsign- 
ment  order  is  presented." 

Further,  In  the  hearing  which  resulted  in  the  establishment 
of  the  uniform  code  of  rules  and  charges,  it  developed  that 
the  rule  with  regard  to  this  matter  had  been  construed  as 
requiring  the  complete  and  permanent  surrender  of  the  bill  of 
lading.  The  railroads,  while  not  conceding  that  that  was  a 
correct  interpretation  of  the  rule,  admitted  that  the  presenta- 
tion or  temporary  surrender  of  the  original  bill  of  lading  for 
indorsement  thereof  of  the  reconsignment  instructions  was  all 
that  should  be  required. 

Answer:  It  is  true  that  in  Docket  10457,  Boston  Chamber 
of  Commerce  vs.  Director-General  et  al.,  59  I.  C.  C.  73,  the 
Commission  found  that  the  presentation  or  temporary  surrender 
of  the  original  order  bill  of  lading  for  indorsement  thereon  of 
the  reconsigning  instructions  would  be  sufficient  and  said  that 
the  rule  requiring  the  surrender  of  the  order  bill  should  he 
amended  accordingly,  and,  therefore,  in  so  far  as  our  answer 
creates  the  Impression  that  the  permanent  surrender  of  Ihe 
order  bill  of  lading  is  necessary  it  should  be  modified  to  that 
extent. 


Digest  of  New  Complaints 


No.  13272.     (Supplemental  complaint).     Boston  Wool  Trade  Assn.   vs. 
Arizona  &  New  Mexico  et  al. 

1'njiiBt,  unreasonable,  discriminatory  rates  in  violation  of  the 
fourth  section  on  wool  in  grease  from  various  points  of  origin  west 
of  100th  meridian  to  north  Atlantic  ports.  Asks  cease  and  desist 
order.  Just  and  reasonable  rates  and  reparation. 

No.  13629   (Sub.   No.  1).     Standard  Oil  Co.   (New  Jersey)   vs.   Director. 
General,  as  agent,  B.  &  O.  et  al. 

I'njust,  unreasonable,  discriminatory,  prejudicial  and  preferential 
rate*  on   gasoline   from   Jacksonburg,   W.   Va.,   to  Bayonne,   N.   J. 
Asks  reparation. 
No.  13629   (Sub.   No.  2).     Same  vs.  Same. 

Same  complaint  and  prayer  with  regard  to  shipments  of  gasoline 
from  Bristol.  W.  Va.,  to  Bayonne,  N.  J. 
No.  13629  (Sub.  No.  3).    Same  vs.  Same. 

Same  complaint  and  prayer  with  regard  to  shipments  of  gasoline 
from  WIlBonburg.  W.  Va.,  to  Bayonne,  N.  J. 
No.  13629  (Sub.  No.  4).     Same  vs.  Same. 

Saiiu-  complaint  and  prayer  with  regard  to  shipments  of  gasoline 
from  Jane  Lx>w.  \V.  Va..  to  Bayonne,  N.  J. 
No.  13629   (Sub.  No.  5).     Same  vs.  Same. 

complaint  and. prayer  with  regard  to  shipments  of  gasoline 
from  Skinner's  Creek  Siding.  W.  Va..  to  Bayonne,  N.  J. 
No.    13876.      Ambrose    S.    Murray.    Jr..    rr-ceiver,    Dansville    &    Mount 
Morris.  DuuvlUe,  N.  Y.,  vs.  Krie  ot  al. 

Unjust,    unreasonable.    Inequitable,    preferential    and    prejudicial 
divisions.        Asks  Just,    reasonable   and   equitable    divisions   of   all 
Joint  rates  and  charges. 
dcsl.it  order  and  lust  and  reasonable  rates. 

No.  13888.    The  Omaha  Blaugas  Co.  et  al.,  Omaha,  Neb.,  vs.  Santa  Fe 
et  «1. 

Excessive,  unjust  and  unreasonable  rntos  nnd  charges  on  gns 
oil  from  points  in  Kansas  and  Oklahoma  nnd  Kansas  City.  Mo.  to 
Omaha.  Asks  cease  and  desist  order,  just  and  reasonable  rates 
and  rcpn ration. 

No.  13889.    Tli<>  Ml. Hvest  Refining  Co..  Denver,  Colo.,  vs.  Director  Gen- 
eral, ns  :i . 

«nd   unreasonable  rate  of  12  cents  per  cwt.   on   34  tank 


cars  of  petroleum  fuel  oil  from  Riverton  to  Casper,  Wyo.,  in  that 
it  exceeded  a  rate  of  'J%  cents.  Asks  reparation. 

No.   13890.     The   Midwest  Refining  Co.,   Denver,  vs.   Director  General, 
as  agent. 

I'n just  and  unreasonable  rate  of  $1.16%  on  two  cars  of  parafflne 
wax  from  Casper,  Wyo.,  to  San  Francisco.  Calif.,  in.  that  it  ex- 
ceeded a  rate  of  79H  cents.  Asks  reparation. 

No.    13891.      The    Atlas    Portland    Cement    Co.,    New    York    City,    vs. 
C.  R.  R.  of  N.  J.  et  al. 

Unjust  and  unreasonable  rates  in  violation  of  the  long  and  short 
haul    provision    of    section    4    on    Portland    cement    from    Navarro 
(Northampton),   Pa.,   to   destinations  in   New  Jersey.     Asks  cease 
and  desist  order,  just  and  reasonable  rates  and  reparation. 
No.  13892.     Dallas  Waste  Mills,  Dallas,  Tex.,  vs.  St.  L.  S.  W.  et  al. 

I'njust  and  unreasonable  rates  on  government  munition  linters 
from  Little  Rock,  Ark.,  to  Peoria,  111.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.  13893.    New  York  Milk  Conference  Board,  Inc.,  New  York  City,  vs. 
Delaware  &  Hudson  et  al. 

Unlawful  rates  and  charges,  as  well  as  prejudicial  and  discrim- 
inatory, on  milk,  buttermilk,  cream,  condensed  milk,  and  pot 
cheese,  from  points  in  New  York  and  Vermont  to  New  York  City, 
because  defendants  fail  and  refuse  to  ice  shipments  when  neces- 
sary. Ask  cease  and  desist  order  and  reparation. 
No.  13894.  American  Linseed  Co.,  New  York,  N.  Y.,  vs.  N.  Y.  C.  et  al. 

Unlawful  rates  and  charges  on  linseed  oil  from  Port  Richmond. 
N.  Y.,  and  New  York  harbor  points  to  Buffalo,  Cleveland,  Chicago. 
Cincinnati  and  other  points  in  C.  F.  A.  territory.  Asks  for 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 
No.  13895.  The  Mathieson  Alkali  Works,  Inc.,  et  al.,  New  York,  N.  Y., 
vs.  B.  &  O.  et  al. 

Unjust  and  unreasonable  rates  on  chlorine  gas,  transported  in 
complainants'  tank  cars,  Niagara  Falls,  N.  Y.,  to  various  destina- 
tions on  defendants'  lines,  by  reason  of  refusal  of  defendants  to 
allow  mileage  on  the  tank  cars  either  for  the  outbound  or  for  the 
return  movement.  Asks  just,  reasonable,  non-discriminatory  and 
non-prejudicial  rates,  rules  and  regulations  governing  the  use  of 
complainant's  tank  cars  in  liquefied  chlorine  gas  traffic,  and 
reparation. 
13895,  Sub.  No.  1.  Same  vs.  Buffalo,  Rochester  &  Pittsburgh  et  al. 

Same  complaint  and  prayer. 
13895,  Sub.  No.  2.     Same  vs.  Erie  et  al. 

Same  complaint  nnd  prayer. 

13897.  St.  Louis  Chamber  of  Commerce  vs.  Alabama  &  Vicksburg 
et  al. 

Unjust,  unreasonable,  preferential,  prejudicial  rates  in  violation 
of  the  long  and  short  haul  provison  of  the  fourth  section,  from 
and  to  St.  Louis  in  Mississippi  Valley  territory.  Asks  cease  and 

13898.  The  Philip  Carey  Co.  et  al.,  Lockland,  O.,  vs.  Santa  Fe  et  al. 
Unjust,    unreasonable,    prejudicial    and    discriminatory    rates    on 

roofing  and  building  paper  or  felt  and  prepared  roofing,  C.  L.. 
from  Lockland  (Cincinnati)  to  Beaumont,  Galveston,  Houston  and 
Orange,  Tex.  Asks  cease  and  desist  order  and  just  and  reasonable 
rates. 

13899.  Dixie   Portland   Cement   Co.,    Chattanooga     Tenn      vs     N 
C.  &  St.  L. 

Unjust  and  unreasonable  rates  on  slack  coal,  run  of  mine,  and 
coal,  N.  O.  S.,  from  mines  in  the  Bon  Air-Tracy  City  groups  and 
points  in  Alabama  via  Bridgeport,  Ala.,  to  Richard  City,  Tenn. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  repara- 
tion. 

13900.  Mid-Continent  Equipment  and   Machinery  Co.,   St.   Louis, 
vs.  Missouri  Southern  et  al. 

Unjust  and  unreasonable  rates  on  relaying  rails  and  angle  bars 
from  Bunker,  Mo.,  to  Percy,  111.  Asks  cease  and  desist  order,  just 
and  reasonable  rates  and  reparation. 

13901.  The  Portland  Flouring  Mills  Co.,  Portland,  Ore.    vs.  North- 
ern Pacific  et  al. 

Unjust  and  unreasonable  rates  on  flour  and  other  mill  products 
from  Dayton,  Wash.,  to  Memphis,  Tenn.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

13902.  The  Portland  Flouring  Mills  Co.,  Portland,  Ore.,  vs    South- 
ern Pacific  et  al. 

Unjust,  unreasonable,  discriminatory,  preferential  and  preju- 
dicial rates  on  grain  and  grain  products  originating  on  lines  of 
defendants  to  Alhina.  Ore.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

13903.  The  Bay  City  Transportation  Assn.  et  al..  Bav  City,  Mich 
vs.  Director  General,  as  agent,  Michigan  Central  et  "al. 

Unjust  and  unreasonable  rates  on  logs  from  points  on  Mackinaw 
division  of  defendants  to  Cheboygan,  Grayling,  Gaylord,  Johannes- 
burg, Bay  City  and  Saginaw,  Mich.  Asks  reparation. 

13904.  The    Iroquois    Pulp   and    Paper   Co.,    Thomson,    N     Y  ,    vs 
Greenwich  &  Johnsonville  et  al. 

Unjust,  unreasonable,  discriminatory,  prejudicial  and  preferential 
rates  on  mechanical  pulp  from  Niagara  Falls,  N.  Y.,  to  Thomson 
N.  Y.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

13905.  The    Iroquois    Pulp    and    Paper    Co.,    Thomson,    N.    Y.,    vs. 
Greenwich  &  Johnsonville  et  al. 

Tnjust,   unreasonable   and   prejudicial   rates   on   mechanical   pulp 
from  various  points  of  origin  in  Canada  to  Thomson,  N    Y      \sks 
ia|nBanii  £.s    >.°  •  er>  J<ist>?.n,d  reasonable  rates  and  reparation. 
!906.      Globe    Grain    and    Milling    Co.,    Los    Angeles,    Calif       vs 
Director  General,  as  agent. 

Unjust  and   unreasonable  rates  on  whole   barley  from   points  in 
<5?»£)rni?  ,to  New  York-  N"  Y-     Asks  reparation. 
13907.     Tulsa  Paper  Co.,  Tulsa.  Okla.,  vs.  C.  M    &  St    P    et  al 
njust,    unreasonable    and  jjnlawful    rates    on    wrapping    paper 


No. 
No. 
No. 

No. 
No. 

No. 

No. 
No. 

No. 

No. 

No. 

No. 

No. 

No. 


No.  13909.    National 
agent,  N.  Y.  C. 


6  C°"  Pittsburgh'  Pa-'  vs-  Director  General,  as 
Unjust,    unreasonable     discriminatory    and    prejudicial    rates    on 
e  Lorain,  O.,   to  Youngstown,  O.     Asks 


rearation 


N.  Y.   L.  &  W.  STOCK  AND   BONDS 

The  New  York.  Lackawanna  &  Western  Railway  Company 
has  applied  to  the  Commission  for  authority  to  issue  $30,000  000 
of  5  per  cent  first  and  refunding  mortgage  bonds  and  $5  000  000 
of  additional  common  stock,  and  the  operating  company,  the 
Delaware,  Lackawanna  &  Western,  asked  permission  to  guar- 
antee the  bonds  and  stock.  Issuance  of  the  securities  is  neces- 
sary to  carry  out  inter-company  financial  transactions  the  com- 
pany said. 
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NEW  YORK -LOS  ANGELES-SAN  FRANCISCO 

PASSENGERS  AND  FREIGHT 

DIRECT    SERVICE 
via   PANAMA    CANAL 

WEST  COAST  CENTRAL  AMERICA.  MEXICO 

Calling  mt  Norfolk,  V«.;  Corinto.  Nicaragua.  La  Llb»rt«d,   Salvador; 

San  Jos*  ds  Guatemala  and  Manzanlllo     Havana,  Faitbound 

5.5.   VENEZUELA  tail,  from  Naif  Tark  Jan*  HtH 

5.5.  ECUADOR  .«</.  from  San  Franciteo  June  13rd 

Sailing  about  «T«rT  17  dari  «h*r»a/t«r 
AJJ  N.w  Yes*  Sailings  from  Plar  J3.  Atlantic  Terminal.  g«i.arj. 

PANAMA  SERVICE 

tatwaam  Saa  Fraacixa.  La.  Aajilii.  Msiks,  Ceatral  Aaiarlca  >W  Caaal  Zeaa. 

5.5.  5/t.V  Vf >4,V  f.i/t    from    San  Franeiico  Junt  2ilri 

and  Salllnt*  about  avary  22  day*  tkaraa/tar 

PACIFIC  MAIL  S.  S.  COMPANY 


I*  Ha 


e.  New  York 


•M  California   St.,   San 


.  Spring  St..  AUiandrl.  Hotal,    Loa  Ang.la. 


"The  Sunshine  Belt  to  the  Orient" 


TRANS-PACIFIC  SERVICE 

ta  Honolulu.  Yokohama,  JCoha, 
Manila.    Hongkong 

Paaaannr  and  Freight  Sailings  by  New  and 
Shipping   Board   Ijraers 


U.S. 


S,S,  President  Wilson 
S,S,  President  Lincoln  - 
S,S,  President  Cleveland 


-C.llis  Issas) 


sails  June  24 

sails  July  22 
sailsAug,12 


and   approximately  noery   21  day*   thereafter. 


U  say  railroad  or  llaiet 


.  ss  la 


PACIFIC  MAJL  STEAMSHIP  GO. 

M«  California  St..  San  Francisco  10  Ham>v.r  Squar..  N.  Y. 

Ml  S*.  Spring  St.,  AUaandria  Hotel.  Laa  AngeUa 

Agent*:    U.  S.  SHIPPING   BOARD 


Marine  Despatch  Line 

A-l  FAST  STEEL  STEAMERS 

Regular  Sailings  Every  14  Days 


BETWEEN 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

NORFOLK 

SAVANNAH 

JACKSONVILLE  J 


and 


LOS  ANGELES 

(San  Pedro  Dist.) 
SAN  FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 


For  Rattt   and  Particular*   Apply   to 

Atlantic-Gulf  &  Pacific 
Steamship    Corp. 

St.  Paul  8476       BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 

rkilslilakls  New   Terk 

in  I.  TUH  it.  U    Breaa-war 


Oaklaad.   Cal. 
Parr  Tarsilaal 


HIT   OUrar   IslMIn, 

•eraaaak.   Cs- 
•araaaak  Bank  A  Traat 

Lea   A  agates.   Cat  Peetkwa.    On. 

•*T    Vsa    Mara    Bids  III    Title  *  Treat   BUg. 

I4M    U   C.   tultk    Btst  .    BeattVa,    Waafc. 
4U   mieatt   aVs,    Blag..   B«»sl*.    N.   T. 


Port  of  Houston 


<IKU>K\ST"      IN      llnlSTON     (IIANVKI. 


Few  people  rmlitr  thr  achievement  of  dredging  a  canal  60  miles 
from  the  Ocean  to  create  a  new  port. 

Yet  that  ha<  bera  dona  In  the  eaae  of  Houiton. 

Any  port  to  be  practical  mult  aervr  the  best  InteretU  of  navigation. 
That  ha»  been  done  in  the  caae  of  Hoiuton. 

Here   i»   an   example   of    iu    navigability. 

Take  the  S  S  "Steadfant."  operated  by  S.  Sgitcovich  *  Company, 
earryinr  cotton  from  Houston  to  Liverpool  and  Manchester.  D. 
W.  tonnace  11.780  ton*,  length  440  ft.,  beam  56  ft. 

Entered  the  port  of  Hou.lon  from  the  Gulf  June  4th.  1922.  pro- 
ceeding to  the  wharf  under  her  own  (team  u»ing  a  line  from 
•  tu«  only  when  within  MO  ft.  of  the  wharf  for  the  purpose 
of  docking. 

Leaving  the  port  of  Houaton.  June  8th.  wing  a  line  from  a  tun 
a  distance  of  approximately  6  miles  only.  In  other  word*  thin 
•hip.  larger  than  ninety  per  cent  of  the  cargo  carriers  enter- 
Ing  Gulf  port*,  oaed  a  line  on  a  tug  for  only  6  mllea  out  of 
100  milea  traversed  on  entering  and  leaving  the  port  of  Houston. 

Without  farther  explanation  or  description  of  the  port  of  Hous- 
ton this  speaks  for  itself  as  to  navigation. 

Just  another  reason  why  you  can  get  service  through  the  port 
of  Houston. 

Mr.  Traffic   Man   can   we   not   serve   you? 


Address  the 

DIRECTOR  OF  THE   PORT 

City  Hall  Houston,  Texas 
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TRAFFIC  CLUBS 


(The  following  list  of  traffic  club*  will  be  published  from  time 
to  time?  We  nak  that  readers  notify  us  of  any  errors  or  of  any 
ch*n«*«  or  additions  of  which  they  have  any  knowledge.) 

Akron  Traffic  Association.  E.  W.  Swartz,  Pres.;  H.  L.  Sova- 
cool  Secy. 

Atlanta— Traffic  Club  of  Atlanta.  G.  E.  Boulineau,  Pres.; 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore— Traffic  Club  of  Baltimore.  G.  S.  Harlan,  Pres.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston.  Mass.— The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  Stewart  A.  Colpitts,  Pres.;  W.  M.  Macomber. 
Secy.-Treas. 

Brooklyn— Traffic  Managers'  Club  of  Brooklyn.  P.  L.  Ger- 
hardt  Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo— Industrial  Traffic  Club  of  the  Niagara  Frontier. 
Henry  Adema,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres.;  R.  J. 
Walsh,  Secy. 

Canton,  O.— Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns, 
Pres.:  It.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  J.  A.  Brough,  Pres.;  E.  S.  Buck- 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R. 
Crysler,  Secy. 

Cincinnati— Traffic  Club  of  the  Chamber  of  Commerce.  J.  W. 
Flannery,  Chairman;  H.  D.  Berdlng,  Secy. 

Cleveland  Traffic  Club.  M.  R.  Maxwell,  Pres.;  F.  A.  Gideon, 
Secy. 

Cortland,  N.  Y.—  Industrial  Traffic  Club  of  Courtland.  H.  B. 
Darling,  Chairman;  P.  F.  McManus,  Secy. 

Dallas  Traffic  Club.  Paul  Junkin,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton.  O.— Miami  Valley  Traffic  Club.  T.  T.  Webster, 
Pres.;  M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  T.  C.  Burwell,  Pres.; 
S.  F.  Coay,  Secy. 

Des  Moines  Traffic  Club.  G.  C.  Houk,  Pres.;  C.  A.  Moore, 
Secy. 

Denver  Traffic  Club.  F.  W.  Myers,  Pres.;  C.  B.  Rader,  Secy, 
and  Treas. 

Denver  Commercial  Traffic  Club.  R.  W.  Lentz,  Pres.;  C.  J. 
Hotchkiss,  Secy.-Treas. 

Detroit  Transportation  Club.  O.  S.  Dustin,  Pres.;  T.  R. 
Cochrane,  Secy. 

Elmlra  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  A.  L.  Barrels,  Pres.;  J.  W.  Callahan, 
Secy.-Treas. 

Erie  Traffic  Club.     J.  D.  Sterrett,  Pres.;    M.  W.  Eismann, . 
Secy. 

Evansville  (Ind.)  Transportation  Club.  J.  C.  Keller,  Pres.; 
W.  R.  Orr,  Secy.-Treas. 

Flint,  Mich.— Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  L.  F.  Burckart,  Secy. 

Fort  Wayne,  Ind. — Traffic  Transportation  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  V.  W.  Davies,  Chairman; 
E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres.;  C.  F.  Laue, 
Secy. 

Franklin,  Pa.— Oil  City-Franklin  Traffic  Club.  T.  E.  Me- 
Laughlln,  Pres.;  J.  D.  Quinn,  Secy. 

Freeport.  111. — Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.:  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  H.  E.  Willard,  Pres.;  W.  H.  Cow- 
din,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas. 

Hartford  Traffic  Asso.  of  Hartford  (Conn.)  and  Vicinity. 
W.  P.  Price,  Pres.;  O.  R.  Peterson,  Secretary  and  Treasurer. 

Houston  Traffic  Club.  A.  Kimbell,  Pres.;  F.  A.  Moulton, 
Secy. 

Indianapolis. — The  Traffic  Club  of  Indianapolis.  F.  A.  Butler, 
Pres.;  G.  N.  Baker,  Secy. 

Jackson  (Mich.)  Transportation  Club.  F.  T.  Rlley,  Pres.; 
J.  C.  Graham,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown,  N.  Y. — Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  O.  M.  Odell,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Warren  Gordon,  Pres.;  J.  J.  Cul- 
llngton.  Secy. 

Kalamazoo  Traffic  Club.  J.  F.  Campbell,  Pres.;  C.  H.  Wins- 
low,  Secy. 

Kansas  City  Traffic  Club.  John  D.  Yates,  Pres.;  Peter  J. 
Rose,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  H.  E.  McGiveron,  Pres.;  J.  T. 
Ro»s,  Secy.-Treas. 


Los  Angeles  Transportation  Club.    J.  M.  Ford,  Pres.;  L.  G. 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.    Fred  Borrles,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Macon,  Ga.— Industrial  Traffic  Managers'  Association.     Ben 
Oilman,  Pres.;  T.  J.  Abrams,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.    W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marion  (Ohio)   Traffic  Club.       D.  R.  Biggert,  Pres.;  W.  R. 
Aukland,  Secy. 

Memphis  Traffic  Club.    B.  H.  Wallace,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.    F.  C.  Bryan,  Pres.;   A.  C.  Vecke, 
Secy,  and  Treas. 

Minneapolis  Traffic  Club.    C.  L.  Kennedy,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.  N.  G.  Campbell,  Pres.;  A.  Rennie,  Secy. 

New   England    Traffic   Club,   Boston.     Gerritt   Fort,    Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.    T.  T.  Harkrader,  Pres. ;  C.  A.  Swope, 
Secy. 

New  York,  N.  Y.     Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.    E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

New  York  University  Traffic  Club.     Charles  Israel,  Pres.; 
Louis  Harber,  Secy. 

Oklahoma   City   Traffic   Club.    Harvey   Allen,   Pres.;    S.   E. 
Golderman,  Secy. 

Omaha — Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.    C.  E.  Childe,  Chairman;  E.  A.  Stringer,  Secy. 

Oshkosh,   Wis.,    Traffic   Club.    C.    M.    Starks.   Pres.;    R.   J. 
Hodson,  Secy.-Treas. 

Pensacola  (Fla.)  Traffic  Club.    R.  K.  Wallace,  Pres.;  P.  W. 
Reed,  Secy. 

Peoria   Transportation    Club.    G.   I.    Sweney,    Pres.;    O.   B. 
Eddy,  Secy.-Treas. 

Philadelphia  Traffic  Club.     E.  D.  Hilleary,  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia. 
E.  H.  Porter,  Pres.;  T.  Noel  Butler,  Secy. 

Philadelphia— Philatra   Traffic   Association.     C.   J.    McGinty, 
Pres.;   J.  J.  Coburn,  C.  J.  Rasbold,  Secretaries. 

Pittsburgh    Traffic    Club.      C.    C.    McCarthy,    Pres.;     E.    A. 
Hynes,  Secy. 

Pittsburgh    Traffic    and  Transportation  Association.    M.  A. 
Greenwood,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland    (Ore.)    Industrial   Traffic   Club.     W.  H.  Sainsbury, 
Pres.;  F.  P.  Kensinger,  Secy. 

Portland    (Ore.)   Transportation   Club.     E.  M.  Burns,  Pres.; 
W.  O.  Roberts,  Secy. 

Providence,  R.   I.— Traffic  Club  of  the  Providence  Chamber 
of  Commerce.     J.  J.  Duggan,  Chairman;   E.  C.  Southwick,  Secy. 

Ridgeway,  Pa.— Traffic  Club  of  Elk   County.     W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.    A.  S.  Blanchard,  Chairman;  F.  W.  Burton,  Secy. 

St.  Louis  Traffic  Club.    S.  S.  Butler,  Pres.;   S.  E.  Wilson, 
Secy. 

St.  Paul  Transportation  Club.    P.  R.  Flanagan,  Pres.;  C.  A. 
Liggett,  Secy. 

San  Antonio  (Tex.)  Traffic  Club.     R.  H.  Schultz,  Pres.;  R.  L. 
Gohmert,  Secy.-Treas. 

San  Francisco  Transportation  Club.    W.  B.  Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 

San   Francisco. — Pacific   Traffic   Association.    M.   B.   Baker, 
Pres.;  W.  C.  Patterson,  Secy. 

Seattle  Transportation  Club.    Alpheus  Byers,  Pres.;   R.  A. 
Nichols,  Secy.-Treas. 

Sioux  City,  la.— TraflBc  Managers'  Club  of  Sioux  City.    B.  M. 
Maxfield,  Pres.;  A.  H.  Schwietert,  Secy. 

Springfield    (Mass.)    Traffic   Club.    S.    Robert   Hart,   Pres.; 
B.  A.  Hapgood,  Secy.-Treas. 

Spokane  Transportation  Club.      A.    S.    Cobb.    Pres.;    F.    J. 
Greene,  Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.    A.  J.  Burns,  Pres.;  M.  L. 
Underwood,  Secy. 

Syracuse  Traffic  Club.    W.  J.  O'Neil,  Pres.;   F.  M.  Varah, 
Secy. 

Toledo  Transportation  Club.    W.  O.  Hoist,  Pres. ;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.    A.  C.  Hoffman,  Pres.;  E.  C. 
Stratton,  Secy. 

Troy,  N.  Y. — The  Traffic  Club,  Inc.,  of  Troy.    George  T.  Rus- 
sel,  Pres.;  G.  S.  Glass,  Secy. 

Tulsa,  Okla. — Transportation  Club  of  Tulsa.    A.  C.  Holmes, 
Pres.;  R.  C.  Hughes,  Secy. 

Utica  (N.  Y.)  Traffic  Club.    C.  F.  Hawes,  Pres.;  C.  E.  Dar- 
rigrand,  Secy,  and  Treas. 

Waco  TraflSc  Club.    C.  H.   Carringer,  Pres.;    Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.    T.  J.  Stead,  Pres.;  J.  T.  M.  Du- 
vall,  Acting  Secy. 
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One  to  fix  day?  saved  in  deliveries 
to  Southwestern  territory 

ADAMS  TRANSFER8.STORAGE& 

228-36   WEST  FOURTH  STREET 

MERCHANDISE  STORAGE  &  FORWARDING 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfportrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mi»«itaippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glaif ow, 

B«lfait,  Dublin  and  Bristol  Channel  PorU 

Hamburg  and   Bremen 

We  Solicit  General  Cfrgt 
IIXKUI-UOL   AND   MANCHESTER 

SJL  COAHOM A    COUNTY Salllnc    front    Mofcile   June   22nd 

LIVERPOOL.    NEWPORT    AND    MONMOUTH 

U.  WILOWOOO    or    8«k BalHnc   front   Mobile  July    lltk 

HAMBURG  AND  BREMEN 
•x  men  HAROAWAY Saiuw  tnm  M«MI*  JMM  utk 

LONDON  AND  DUNDEE 

SJ.  A NT1NOU1. . .  .  Salllnc    from    Motile    June    J»lh 


LONDON.  GRANGEMOLTH  and  WEST  HARTLEPOOL 

8.8.   EFFINGHAM  j  •«llln«    from    Gulfnvrt    Jnly    I  at 

I  Balllnc  (rat*  Mobile  Jnlr    l«lh 

Waterman  Steamship   Corporation 

MOBILE.  ALABAMA 
Our  Serttee  Becked  by  II  Yemre'  Cmmmriene* 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American    Ship   and    Commerce    Corporation 

General  Agent*:  Hamburg-American  Line 

American-Hawaiian  5.  5.  Co. 

INTERCOASTAL  SERVICE 

Between    New    York,   Boston,   Philadelphia   and   Loa 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Botton  Phil..     New  York 

8.8.  AKIZONIAN     Jnn<  2« 

S.S.HAWAIIAN     July      1 

8.8.  TEXAN      , July     a 

^H.  DAKOTAN      July   15 

Sailings    every    Thursday    from    New    York,    every 

Saturday  from   Boston  and  alternate  Saturdays 

from    Philadelphia,   and   fortnightly   from 

the  Pacific  Coast  porU 


July      1  June  2* 

July     ( 

July  IS  July  13 
July  21 


PACIFIC  COAST  TO  EUROPE 

U.  «.  Parilc  Coul  P«rU  to  iht  Principal  PorU  of  Iht  Unltod 
Klntdom    «nd    Comment — Direct    Fort- 
nightly  H.lling. 


Joint  Service*  with 

Hamburg -American  Line 

To  Hamburg 
NEW  YORK  TO  HAMBURG 

8.8.   tRESOLITK      J.M  27 

8.8.  tWUERTTEMBERG     .  .  Jun*  2* 

8.8.  -MOt'NT  CLAY ..July     « 

as.  (RELIANCE     Jalr  11 

8.8.   tBAYERN    J.|y   !3 

8.8.   •MOUNT    CARROLL    ..  July  2* 

8.8.  :  RESOLUTE     July  2( 

*  Carrie*    third-tla*!    paitenffer*. 

*  Cabin  and    lhird-<-la>>  paoaengora. 

I  Pint.  a»cond.   thud-Has*  paMenfora. 

LOADING    PIER   II.    NORTH    RIVER 

PHILADELPHIA  TO   BREMEN   AND  HAMBURG 

8.8.  THEMI8TO    «n    lUlnmnrn    ..Jnlr  U 

8.8.   OREGOMAN     (vi«    Baltimore) Au».   U 

BOSTON  TO  BREMEN  AND  HAMBURG 

8.8.  NEVADAN      July  II 

8.8.   CALLUTO    (via    Baltimore    and    Norfolk) Aui.      7 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.   OREGOMAN     Ivia     Norf.lki      .  ..Jin*  24 

8.8.   NEVADAN    itia   Norfolk  and  Bool.BI July  « 

8.8.  THEMI8TO     JB|y  J7 

8.8.  CALLI8TO     <»la     Norfolk) Au».  14 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  OREGONIAN      ..Jnn«27 

aUL  MEVADAN     (rU    Boolonl July   U 

NEW   ORLEANS  TO   BREMEN  AND  HAMBURG 

U.  WESTERWALO    1. 1,    July 

*JL  8ACH8ENWALD     Lat.     Au.u.t 

Through  kllla  of   lading   «ia   llamburr  Imcd   U  all  Srandlnarla. 
and    Baltic    PorU 


U.  S.  Government  Ships 
NEW  YORK  TO  DUTCH  EAST  INDIES 

Ptnanc.    Bolawan-Dtll.    Pert    BwotUnham.    Hlncaporo,    Bllaria, 

•amaranv,  8**rakaya 

S-S.  WEST    CANON     .  July  II 

A   STEAMER    jSS   ,o 

8i»ai.«r.   Uk>   cmrio   for   Tunii.    Aluandria   and   Syrian    Coojt 

PorU 
LnmoanW  Ttu  U.  P««€n  Tomilnal.  CU/Un.  «.  L 

General  Offices:  39  BROADWAY,  New  York 

T»l«phont    WhIUhall    112* 

WESTERN    FREIGHT  OFFICE 

Chica«o.  227  Soulk  LaSalU  Btrtot  Phono  Wakaah   41(1 

BRANCH    OFFICES 

BoaloR.    41    Ontral    BlrMt  Phone    Concrra*  2114 

Clr..lond.  242  Tfco  Arrad*  Phono  Mala   2111 

Philadelphia.    Bouno    Bide.  I'hont    Lombard  71(1 

PilUburfh.    Oliver    Bldf.  I'hone     Grant     7411-2 

Rorh».ler.    (  nninerre    Bld».  Phone    Main   7111 

GENERAL    PACIFIC    COAST    AGENTS 
Wllliama.  Dlaion4  *  C*x.  II*  Satuwaio  St..  San   FraacUc* 


1444 


THE    TRAFFIC    WORLD 


Vi.i.  xxix.  N<>.  i;:, 


Wheeling  (\V.  Va.)  Traffic  Club.     11.  11.  Marsh.  Pres.;  P.  M. 
'"'^Wichita'  Traffic   Club.    J.   H.   Wilcox,   Pres.;    H.   G.   Watts, 


V 

"Wichita  Falls  (Tex.)  Traffic  Club.    A.  A.  Spencer,  Pres.;  J. 
\V    Chatham,  Jr.,  Secy.-Treas. 

Worcester  (Mass.)  Traffic  Association.    J.  P.  Sloan,  Pres.; 

Yorkn<Pa*CTrafflc  Club.    W.  J.  Wisner,  Pres.;  J.  P.  Baird, 
Secy.  _ 

TARIFF  PUBLISHING  AGENTS 

following  Is  a  list  of  tariff  publishing  agents,  compiled  from  the 
tiles  of  the  Interstate  Commerce  Commission.  It  will  be  published 
from  time  to  tiim-  .mil  subscribers  are  requested  to  inform  us  Of**? 
Inaccuracies  or  omissions  notn  ••,!  l.y  th.-m.  The  fact  that  a  name  is 
shown  In  this  list  doos  not  necessarily  indicate  that  the  agent  bearing 
that  name  is  active,  or  even  still  living,  but  merely  that  there  has 
occasion  to  reissue  the  tariff: 


P.  W.  Smith,  agent  for  lines  in  Official  Classification,  143 
Liberty  Street,  New  York.  N.  Y. 

J.  E.  Crosland,  agent  for  lines  in  Southern  Classification, 
215  Transportation  Bldg.,  Atlanta,  Ga. 

R.  C.  Fyfe,  agent  for  lines  in  Western  Classification,  Con- 
solidated Classification  No.  2.  1830  Transportation  Bldg.,  Chi- 
cago, 111. 

P.  A.  Leland,  Southwestern  Lines,  St.  Louis,  Mo. 

W.  J.  Kelly,  CeBtral  Freight  Association,  608  S.  Dearborn 
St.,  Chicago,  111. 

E.  B.  Boyd,  Western  Trunk  Lines,  Chicago,  111. 

J.  H.  Glenn,   Atlanta   Freight  Tariff   Bureau,   Atlanta,   Ga. 

Wm.  'J.  Sedgman;  Atlantic  Seaboard  Territory,  320  Broad- 
way, New  York,  N.  Y. 

P.  W.  Gomph,  Pacific  Freight  Tariff  Bureau,  256  Montgomery 
St.,  San  Francisco,  Cal. 

P.  L.  Speiden,  Mississippi  Valley  Territory,  .  2nd  and  Main 
St.,  Louisville,  Ky. 

W.  M.  Hough,  Mississippi-Warrior  Service,  New  Orleans,  La. 

R.  H.  Countiss,  Trans-Continental  Freight  Bureau,  608  S. 
Dearborn  St.,  Chicago,  111. 

T.  Clem  Beck,  Lake  Shore-Lehigh  Valley  Route,  Michigan 
Central-Lehigh  Valley  Route,  Pere  Marquette-Lehigh  Valley 
Route,  Rate  Basis  and  Billing  Instructions,  Lake  and  Rail  (East 
Bound),  143  Liberty  St.,  New  York,  N.  Y. 

G.  C.  Ranson,  Canadian  Freight  Association  (Eastern  Lines), 
Montreal,  Que. 

W.  E.  Campbell,  Canadian  Freight  Association  (Western 
Lines),  Winnipeg,  Man.,  Canada. 

W.  J.  Collins,  Canadian  Car  Demurrage  Rules,  Montreal,  Que. 

P.  V.  Davis,  Ohio  and  Pa.  (Coal  Tariffs),  8  East  Chestnut 
St.,  Columbus,  Ohio. 

W.  S.  Curlett,  New  England  and  Trunk  Line,  143  Liberty 
St.,  New  York,  N.  Y. 

J.  E.  Fairbanks,  United  States  and  Canada  (Miscellaneous 
Tariffs),  431  S.  Dearborn  St.,  Chicago,  111. 

C.  W.  Galligan,  Illinois  Freight  Association,  Transportation 
I'.l'lK..  Chicago,  111. 

A.  P.  Gilbert,  Virginia  Lines,  Richmond,  Va. 

G.  B.  Guthrie,  Official  Freight  Directory,  Washington,  D.  C. 

N.  W.  Hawkes,  New  England  Freight  Association,  493  South 
Station,  Boston,  Mass. 

I.  T.  Hanson,  American  Short  Line  R.  R.  Assn.,  International 
Bldg.,  Washington,  D.  C. 

S.  J.  Henry,  North  Pacific  Coast  Freight  Bureau,  Seattle, 
Wash. 

H.  A.  Johnson,  Colorado  and  New  Mexico,  Denver,  Colo. 

R.  C.  Munholland,  Pacific  Car  Demurrage  Bureau,  617  Wells 
Fargo  Bldg.,  San  Francisco,  Cal. 

C.  A.  Hunt,  Michigan  Central  Railroad,  Canadian  Southern 
Line  (Bases  for  Rates  and  Billing  Instructions  Eastbound),  De- 
troit. Mich. 

L.  A.  Lowrey,  Chicago  District,  608  S.  Dearborn  St.,  Chicago, 
111. 

L.  Agnew  Myers,  New  York  Harbor  (Canal,  Lake  and  Rail), 
326  Mills  Bldg.,  Washington,  D.  C. 

L.  E.  Earlywine,  Central  Electric  Traffic  Association,  308 
Traction  Terminal  Bldg.,  Indianapolis,  Ind. 

J.  C.  Miller,  Baltimore  &  Ohio  Railroad,  Continental  Line, 
Central  State  Dispatch  (Bases  for  Rates  and  Billing  Instruc- 
tions, Eastbound),  Cincinnati,  Ohio. 

C.  W.  Owen,  Southern  Pacific  Co.  (AH.  S.  S.  Lines),  Houston, 
Texas. 

J.  A.  Reeves,  Utah,  Salt  Lake  City,  Utah. 

R.  H.  Smith,  Pennsylvania  System  (Index),  411  Seventh 
Ave.,  Pittsburgh,  Pa. 

M.  S.  O'Connor,  Empire  Line,  New  York  Central  Railroad 
Co.  (Guide  Book),  Cleveland,  Ohio. 

M.  C.  Strawn,  Oregon,  Foot  of  Alder  St.,  Portland,  Ore. 

J.  B.  Sweeny,  Eastern  and  Interior  Eastern  Points  (Rail 
and  Water)  to  Southern  Points,  Baltimore,  Md. 


J.  B.  Stewart,  Ontario  Central  Despatch,  Michigan  Central 
R.  R.  (Guide  Book),  N.  Y.,  O.  &  W.  Ry.,  New  York. 

R.  H.  Vaughan,  Blue  Ridge  Despatch  (Guide  Bock),  Cin- 
cinnati, Ohio. 

Fred  Wild,  Jr.,  Colorado-Utah  Freight  Bureau,  Denver,  Colo. 

G.  C.  Wright,  Northwest  Freight  Tariff  Bureau,  175  East 
4th  St.,  St.  Paul,  Minn. 

W.  P.  Emerson,  Gulf  Ports,  New  Orleans,  La. 

A.  C.  Fonda,  Texas  Lines  Tariff  Bureau,  Dallas,  Texas. 

J.  J.  Cottrell,  Southern  Lines,  Richmond,  Va. 

G.  P.  Conard,  Railway  Equipment  Register,  424  West  33rd 
St.,  New  York,  N.  Y. 

Chas.  S.  Fay,  Louisiana  Lines,  New  Orleans,  La. 

Thornton  Lewis,  Kanawha  Dispatch,  C.  &  O.  Ry.  Bases  for 
Rates  and  Billing  Instructions  (Eastbound),  Cincinnati,  Ohio. 

R.  H.  Smith,  Star  Union  Line  Guide  Book,  Bases  for  Rates, 
Bases  for  Rates  and  Billing  (Eastbound),  Pennsylvania  System, 
Pittsburgh,  Pa. 

Nat.  Duke,  Bases  for  Rates  and  Billing  Instruction  (East- 
bound),  Lackawanna  Line,  Lake  Shore-Michigan  Central-Pere  Mar- 
quette,  New  York,  N.  Y. 

M.  S.  O'Connor,  Merchants  Despatch.  Bases  for  Rates  and 
Billing  Instructions  (Eastbound),  New  York  Central  Fast  Freight 
Line,  Cleveland,  Ohio. 

A  TRANSPORTATION  INSTITUTE 

Congressman  Sydney  Anderson,  chairman  of  the  Joint  Com- 
mission of  Agriculture  Inquiry,  has  sent  the  following  memo- 
randum with  respect  to  the  proposed  national  transportation 
institute  to  a  number  of  representative  shippers  and  railroad 
men: 

Part  III  of  the  report  of  the  Joint  Commission  of  Agricultural 
Inquiry,  which  relates  to  transportation,  will  make  the  following 
recommendation : 

"That  imperative  need  exists  for  the  organization  of  the  statistics 
and  knowledge  of  transportation  and  its  relation  to  agriculture,  in- 
dustry, trade  and  commerce  through  the  establishment  of  private 
research  and  educational  institutions  under  disinterested  auspices  for 
the  purpose  of  promoting  education  in  the  principles,  operations  and 
practices  incident  to  transportation." 

In  making  this  recommendation,  the  Commission  had  in  mind  the 
desirability;  first,  of  continuing  currently  the  statistical  compilations 
which  the  Commission  made;  second,  the  necessity  for  the  continua- 
tion of  efforts  to  secure  sound  transportation  data  relating  to  all 
agencies  of  transpoitation,  with  a  view  to  establishing  a  basis  of 
fact  upon  which  these  various  agencies  of  transportation  could  be 
correlated  under  a  general  transportation  policy;  third,  continuing  the 
studies  into  fundamental  transportation  problems  which  the  Interstate 
Commerce  Commission  or  other  governmental  agencies  are  not  now 
able  to  make,  owing  to  the  necessity  of  the  current  consideration  of 
practical  questions  of  operation  and  regulation  which  arise  daily; 
fourth,  supplying  a  means  for  educating  persons  who  desire  to  enter 
the  transportation  business,  either  as  principals  or  employes  of 
various  regulatory  bodies,  and  the  public. 

There  are  invested  in  the  transportation  agencies  of  this  country 
approximately  fifty  billon  dollars.  About  ten  billion  dollars  is  ex- 
pended annually  in  the  operation  and  maintenance  of  all  transporta- 
tion agencies.  While  there  are  several  public  and  private  agencies 
engaged  in  gathering  data  bearing  directly  or  indirectly  upon  trans- 
poitation pioblems,  and  while  a  vast  amount  of  data  is  available, 
most  of  it  has  been  gathered  from  the  operative  or  regulatory  point 
of  view  rather  than  the  economic.  A  national  transportation  institute 
would  not  parallel  or  duplicate  these  activities,  but  would  seek  to 
utilize  all  existing  transportation  data  and  to  correlate  it  with  respect 
to  its  bearing  upon  transportation  problems  considered  from  the  stand- 
point of  national  transportation  policies.  Transportation  problems 
would  be  considered  primarily  from  the  economic,  rather  than  the 
operative  or  regulatory  point  of  view. 

The  institute  would  seek  to  anticipate  questions  likely  to  arise  in 
various  transportation  fields  by  securing  and  correlating  in  advance 
of  the  decisions  of  such  questions  the  fundamental  data  upon  which 
sound  conclusions  upon  such  questions  should  rest. 

The  business  of  transportation  heretofore  has  been  learned  in  the 
apprenticeship  of  the  transportation  business  itself.  Decisions  upon 
questions  of  transportation  organization  and  policy  now  rest  upon  the 
individual  experience,  observation  and  judgment  of  transportation 
executives  and  public  men,  and  may  or  may  not  reflect  a  compre- 
hensive knowledge  of  transportation  economics  as  a  whole  and  may 
or  may  not  be  representative  of  a  sound  understanding  of  the  fun- 
damental principles  or  bases  of  economic  relationships.  In  fact  no 
organized  basis  of  economic  transportation  facts  upon  which  such 
decisions  can  be  predicated  now  exists.  Research  into  economic  prob- 
lems related  to  transportation  is  far  behind  research  in  other  fields 
such  as  engineering,  chemistry  or  medicine.  There  is  no  reason  why 
the  basis  of  fact  and  principle  of  transportation  should  be  less  or- 
ganized or  less  available  than  those  of  engineering,  chemistry  or 
medicine.  A  national  transportation  institute  would  do  in  the  trans- 
portation field  what  is  now  being  done  by  various  private  and  public 
agencies  in  other  scientific  and  economic  fields. 

Fundamentally  the  purposes  of  the  institute  would  be  to  accu- 
mulate and  organize  the  knowledge  of  transportation,  to  establish  its 
principles  and  relationships  to  agriculture,  industry,  trade  and  com- 
merce as  a  baals  for  wise  decisions  and  sound  public  policies  with 
respect  to  tran»portati9n  problems  and  to  furnish  a  facility  for  the 
information  and  education  of  those  who  will  be  responsible  for  trans- 
portation performance  and  regulation.  Obviously,  an  institute  of  this 
kind  must  not  be  subject  to  financial  control  or  other  influence  of 
special  interests,  but  must  be  so  organized  and  controlled  as  to 
insure  the  disinterestedness  of  its  conclusions  and  so  as  to  deserve 
and  have  the  public  confidence  in  its  purposes  and  conclusions.  This 
object  will  be  secured  by  financing  the  Institute  under  private  auspices 
through  contributions  by  transportation  and  the  users  of  transporta- 
tion and  the  public  generally,  on  such  a  wide  basis  as  to  insure  the 
financial  independence  of  the  institute.  While  it  is  expected  that 
the  original  financing  will  be  done  through  subscriptions  from  ship- 
pers, railroads  and  organizations  and  individuals  interested  in  trans- 
portation, it  is  hoped  that  the  educational  features  of  the  institute. 
at  least,  can  be  made  self-sustaining. 

The  policy,  direction  and  conclusions  of  the  institute  will  be  under 
a  thoroughly  disinterested  and  representative  board  of  governors 
whose  eminence  in  the  fields  which  they  represent  and  whose  disin- 
terestedness will  be  beyond  question. 
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National  Association  of  Railway  and  Utilities  Commissioners 


Official  Report  of  Proceedings  of  Convention  Held  October. 


,  Tae  proceeding!  consul  of  the  presentation 
rad  dlscoeakm  of  reports  on  every  (abject  eoo- 
cernins;  the  State  and  Federal  regulation  and 
control  of  railways  and  public  utilities  of  every 
ihs  iil  III  lisa  nnder  the  jurisdiction  of  the  various 
•late  communions  and  of  the  federal  body. 

The  following-  is  a  brief  summary  of  the 
topics  brousjht  op  for  consideration  at  toe  1*21 
roBvention: 

Report  sf  General  S«licitsr  sf  Ike   Association 

on : 

Steam    Railroad    Rat*    rases: 
Klrrtnc    Railway    Bate    case; 
Kiprrss   Rate  cases: 
Industrial    Track    case: 
Express    Consolidation  case: 
Wisconsin    Rate   case: 
Hay    and    Grain   case. 
Kcpert     sf     Csmmiltee     Ml     Psslic     OwBenhip 

and    Operation  :    di«cu*«ion. 

Rspsrt    sf    Committee    sn    Safety    sf    Railread 
•pmmsjsja, 

.mmis.ioner   McCkord.   Chairman  t 
K apart   »l   I'emmlttee  *n   Grade  Creesinci  and 

Trespassing-    sn    Railrsads. 
Report  ef  Committee  sn   Railread  Bates. 
(•'sin   Rate   case; 
Live   Black    case: 
Lack   sf   Pewtr   ef   State   CesamissiesM  erer 

Ulrastals    Rates: 

I'aiforssilr  sf  Intrastats  Rate*:  di«cwasleeu 
Kepert  sf  Csmmittee  sn  Paklic  Utility  Balsa. 
Repert  ef  Committee  ••  Car  Berrice  and  De- 


C.    &    Altckkwn. 
en    -Af  Ur-lk*- Wsr 


1 1.    < 

Chairman.) 

Rsend    Tab  I.    Conferences 
Phases    ef    Retalalisn. 


Round     Table     Conferences     en     "Automobile 

Transportation.    Omnibus   snd   Jitney." 
Report  of  Committee  on   Litigation. 

A  Renew  of  cases,  both  State  and   Federal. 
Orders    of    Frdersl    Commission    and    their 
elect. 
Report    of    Committee    en    Bute    and    Federal 

Legislation:  discussion. 

Resolution   offered    by    Committee   on    State 
and  Federal  Legislation  relating  to  amend- 
ment  of   the    rate-making   sections   of   the 
Interstate   Commerce  Act  as  amended  by 
the  Transportation  Act. 
Resolution  relating  to  Electric  R.  R.   Rates. 
Resolution   relating    to   Certificates   of    Con- 
venience and  Necessity. 
Resolution   relating  to  Car  Service. 
Resolution    relating    to    Amendment    of    the 

Valuation    Act 

Report    M    Mpen»i    ('••••it'-e   on   C->-oper»'ion 
of   Slate   and    Federal    Commissions.     Con- 
ference   with    Federal   Commission. 
Report    ef    Committee    sn    Statistics    and    Ac- 

ceents    ef    Railroad    Companies. 
Report    ef    Valaation    Committee. 
Report    ef    Committee   en    Express   and    ether 

contract   carrier*   br    Rail. 
Consolidation  of  express  companies ; 
i  "norm   contract*   with   carriers; 
Claims; 

Advance    In    rates ; 

Conflict  between  State  and  Federal   author- 
ities: 
Reduction    In    wages. 

•f    Committee    en    Statistics    and    Ac- 

ef   Peelic   Utility   Companies. 
Anneal    Address   ef    Ike    President.    James    A. 
Perry. 


1921,  Atlanta,  Georgia 

Addresses  of   liov.  Thomas  W.   Hardwirk:    Hon. 
Joseph     B.     Eastman     ef     the     Interstate 
Commerce   Commission.   9.   Z.   Mitchell,   of 
NMional     fcl'r-iric     Light     Ass'n ;     M.     H. 
Aylesworth,   Executive   Manager,  National 
Electric   Light   Association: 
Consolidation  of  Power  Companies. 
Formation,  of    Holding   Companies. 
Customer    Ownership   of   Utilities. 
Klectric   Service   no   loniter   Local   but   State- 
Evolution    of    Regulation.  wide. 
Formation  of  Public   Service   Commissions. 
Bugaboo  of  Home  Rule. 
Regulation    should    be    Progressive    as    well 

as  Corrective. 

A  limited  number  of  copies  of  these  proceed- 
ing* will  be  printed  and  no  second  edition  will 
be  made.  The  ih«rvre  for  the  convention  oro- 
ceedings,  which  will  be  printed  and  bound  in 
cloth  (copyrighted),  is  $4.00  a  copy. 

The  important  data  and  information  con- 
tained in  this  report  will  be  of  great  value  tj 
every  public  utility  company  of  whatever  sixe 
or  nature  coming  under  the  jurisdiction  of  any 
of  the  state  commissions,  and  every  executive  of 
every  department  in  such  organizations  having 
anything  to  do  with  these  subjects  will  find 
it  of  great  benefit. 

The  undersigned  are  the  only  authorized  pub- 
lishers of  this  work,  and  authentic  copies  con- 
taining all  the  papers  submitted  at  the  Con- 

"   r*n    be    h*d    from    nn   other   sourre 
THE    STATE    LAW     REPORTING    COMPANY, 

nmrisl    Reporters, 
National    Association    of    Railway    and    Utilities 

Commissioners. 

(Official    Reporters    Interstate    Commerce    Com- 
mission.   U.    S.   Shipping    Board.) 
SU    BROADWAY,    NEW    YORK    CITY,    N.    Y. 


ATLANTA,  GEORGIA 

Security  Warehouse  Company 


100,000  Square  Feet  Floor  Space 


'Banker*  of   Merchandise' 


Mr.  Traffic  Man: 

Do  you  have  Storage  and  Distribu- 
tion problems  at  ATLANTA  ?  If  so, 
we  have  the  facilities  and  experience 
to  be  of  real  service  to  you. 


100  A-l  Steel 
Steamers 


NAWSCO  LINES 


Fortnightly 
Sailings 


FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


PORTLAND,  ME. 
BOSTON,  MASS. 
PHILADELPHIA,  PA. 

NEW  YORK,  N.  Y. 
BALTIMORE,  MD. 


and 


SAN  DIEGO 
LOS  ANGELES 
SAN  FRANCISCO 
OAKLAND 


ASTORIA 
PORTLAND 
SEATTLE 
TACOMA 


VANCOUVER 


REFRIGERATOR  SERVICE 

S.  S.  Deerfield  and  Neponset,  11,500  D.W.T.,  12  Knots 

Monthly  eerviee  from  NEW  YORK,  BOSTON  and  BALTIMORE 


Through  BilU-of-Lading  to  Hawaiian  l*landt  and  the  Far  Eait 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Owners  and  Operators  U.  S.  Shlppln,  Board  Ships 


136  South  Fourth  Street,   Philadelphia 
36  F.ichanfo  Street,   Portland 


111  Summer   Street,   Boston 
11  Moor*  Street.  New  York  City 
503  Keyser  Buildinf,   Baltimore 


601    Bessemer   Building,  Pittsburgh 
112  Welt   Adams   Street.  Chicago 


•'ADMIRAL  LINE,  Pacific  Coast  Ports 


Till-:    TRAFFIC     \\ORI.1' 


xxix,  No  -jr. 


SHORT  LINE  REDUCED  RATES 

The  Trojff   World   Washington  Bureau 

There  is  uncertainty  as  to  what  the  short  line  railroads  will 
do  with  regard  to  the  ten  per  cent  reduction  tariffs  that  are  to 
be  filed  by  June  27.  They  have  been  discussing  the  subject, 
largely  by  correspondence.  The  Influence  of  the  American  Short 
IJne  Association  has  been  exerted  In  favor  of  compliance  without 
requiring  the  Commission  to  issue  an  order,  but  some  of  its 
members,  up  to  this  time,  have  refused  concurrence  in  the  tar- 
iffs and  connecting  link  supplements. 

The  Commission  has  not  seriously  considered  what  it  will 
do  In  the  event  a  considerable  number  decline  to  issue  orders. 
Its  inclination  is  against  the  issuance  of  orders,  especially  in 
Instances  where  it  has  not  anything  on  the  record  pertaining  to 
particular  roads. 

ELECTRIC    RAILWAY   MAIL   PAY 

The  Commisison  has  reopened  No.  10227,  electric  railway 
mail  pay.  for  re-examination  of  the  facts  put  into  the  record 
upon  which  it  fixed  rates  of  compensation  for  carriage  of  the 
malls  by  urban  and  interurban  electric  railways,  in  accordance 
with  the  act  of  July  2,  1918.  The  reopening  was  ordered  upon 
the  petition  of  the  American  Electric  Railway  Association.  It 
represented  the  prior  order  of  the  Commission  did  not  give  its 
members  adequate  compensation  for  the  services  performed  by 
them.  The  Postmaster-General  has  resisted  increase  in  com- 
pensation, which  resistance  is  in  line  with  his  views  on  the  sub- 
ject of  transportation  performed  for  his  department  by  the 
steam  railroads.  The  attorneys  for  the  electric  railroads  have 
insisted-  that  rates  allowed  their  clients  have  not  been  as  nearly 
compensatory  as  those  allowed  by  the  Commission  for  steam 
railroads. 


CAMBRIA   &    INDIANA    BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Cam- 
bria &  Indiana  to  issue  $1,000,000  of  general  mortgage  6  per 
cent  bonds  and  sell  them  at  not  less  than  97%  per  cent  of 
par  and  accrued  interest,  the  proceeds  to  be  used  to  pay  off  a 
$250,000  note  to  the  Secretary  of  the  Treasury,  to  pay  off  a 
$500.000  note  to  the  Franklin  Securities  Corporation  of  Phila- 
delphia, and'  to  reimburse  the  company's  treasury  In  part  for 
i  xp<  ndltures  for  additions  and  betterments. 


The  Edict  Is  Out! 


You  may  now  know  how  the  Commission's 
decision  in  the  big  rate  investigation  will 
affect  your  rates  and  the  basis  of  same  on 
and  after  July  I. 

If  you  don't  know  we  can  tell  you.  Possi- 
bly they  are  unfair  and  need  adjusting. 
If  so,  we  can  determine  this  for  you. 

How  will  your  rates  "line  up"  with  those 
of  your  competitor  when  these  changes  have 
been  made?  An  analysis  we  can  make  will 
clearly  show. 

Advice  and  data  on  any  phase  of  transpor- 
tation supplied  by  experts. 

The  Traffic  Service  Corporation 

Special  Service  Department 
505  Colorado  Bldg.  Washington,  D.  C. 


EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 


in 


The  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8 — Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13— C.  F.  A.,  Coal,  Coke  and  Iron  Ore  Docket 
14 — Illinois  Freight  Association  Docket 
15 — National  Perishable  Freight  Committee  Docket 
16 — New  England  Freight  Association  Docket 
17 — New  England  Freight  Association  Hearings 
18 — Southern  Rate  Committee  Docket 
19 — Southern  Rate  Committee  Dispositions 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight  Bureau  Hearings 
22 — Texas  Tariff  Bureau  Docket 
23 — Texas  Tariff  Bureau  Hearings 
24 — Trunk  Line  Association  Docket 
25 — Trunk  Line  Association  Hearings 
26— Trunk  Line  Coal  and  Coke  Docket 
27 — Trunk  Line  Coal  and  Coke  Hearings 
28— Western  Trunk  Line  Docket 
29— Western  Trunk  Line  Hearings 
30 — Western  Trunk  Line  Dispositions 
31 — Transcontinental  Freight  Bureau  Docket 
32 — Transcontinental  Freight  Bureau   Dispositions 
33— Southern  Ports  Foreign  Freight  Docket 
34 — Consolidated  Classification  Docket 
35 — Embargo  Notices,  Modifications  and  Cancellations 
36 — Steamship  Sailings 
37 — Express  Classification  Docket 
38 — Address  of  Roads  Filing  First  Tariff  with  I.  C.  C. 

Sample*  and  full  information  free  on  requett 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


June  24,  1922 
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Direct  Freight  and  Passenger  Service  From  Gulf  Ports  to 

MEXICO 


VERA  CRUZ  —  TAMPICO  —  PUERTO  MEXICO 
FRONTERA  —  PROGRESO 


Joint  S»rvlca»  off 

THE  STEELJE  LINE 

Th«  Mexican   Fruit   A  St*«m«hip  Corporation 
Th«   Blu«r*«ld«   Fruit   £  Stvamthip  Company 

FROM  NEW  ORLEANS 

SS  YUMA  SS  SIGVALD  SS  JAMAICA  Weekly  uilinf> 

FROM  GALVESTON,  TEXAS  CITY  &  BEAUMONT 

SS  OLGA  S — Svml-montMr  «ilin». 

THE  STEELE  STEAMSHIP  LINE,  Inc.,  Agent. 

Office.:— 430  Common  St..  Th«  SI..I.  Bldt..  1*  Moon  St.. 

N«w  Orkana  G.lr..lon  N.w  York  .City 


The  Logical  Distributing  Point 
for  the  Southwest 

General  Merchandise,  Furniture  and  Household  Goods, 

Storage  and  Forwarding. 
Light  and  Heavy  Hauling.     City  Deliveries,  Etc. 

Motor  Equipment. 

Pool  Car  Distributing  and  Forwarding. 
Free  Switching  on  Carload  Lots. 

Caddo  Transfer  and  Warehouse  Company,  Inc. 

615  Market  Street,   Shreveport,  Louisiana 
P.  O.  Box  No.  C2 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

t»tabli.h»d  in  isea 

General   Transfer  and   Storage  Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandije  Stocks, 
Storage  Account*  and  handling  of  Car- 
load* for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 

CHICAGO  OFFICE,     IU  Wo»t  Madiaon  Str..t 


WACO,  TEXAS 


EDITERRflNEflN 

ECULAR  SAILINGS 


REGULAR 
RREIGHT 
SERVICE 

BETWEEN 

NEW    YORK    AND    PHILADELPHIA 

MARSEILLES,        SPAIN 

GENOA,  NORTH  AFRICA 

Through  Bills  of  Lading  for  all  ports  of  Spain,  Morocco, 
Algeria,  Tunisia,  Cette,  Nice  and  Near  East 

SOCIETE  LES  AFFRETEURS  REUNIS 


CHICAGO  AGENT: 

M.  £  MM**  112  W.  MMK  $L 

PHILADELPHIA  AGENT: 

I  C* .  JB  WtfMf  St. 


THREE  STAR  LINE.INC. 

23  Bridge  St.N.Y.C.BowtingGreen-ZIIS 


THE  HEART  OF  TEXAS 


Weatherred  Transfer  and  Storage  Co. 

MODERN  FACILITIES  FOR 

DISTRIBUTING— WAREHOUSING 

One  Block  on  Mary  at  13th  Street 


MUSKOQEE,  OKLA.  f 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


Make  thii  Mammoth  Plant 

YOUR  CHICAGO  WAREHOUSE 

Downtown,  readily  acceuibU  to 
your  Chicago  trade.  Superior 
facilities  for  prompt  out-of-town 
•  hipmenti  without  cartage 

BETTER   INVESTIGATE 


The    largest    public    warehousing 
unit  west  of  the  Atlantic  Seaboard 

WESTERN 

WAREHOUSING      COMPANY 

Polk  Sirrei  Terminal,  Pcnnsjrlvania  System 

CHICAGO 

-  Al  I*.  F.d|.  W  Ik.  Laa»"     WILSON  V.  LITTLE.  Sop). 


MERCHANTS"  WAREHOUSE  &  DISTRIBUTING  C9 

36th  and   Iron  Streets,  Chicago,  Illinois 

Investigate  Our  Complete  Service 

Ow   Ural    location    In    tr.»   Mrart    r.f    th»    (>ntr»l    M«nuf«rturinc    District 
of   CMcacj*.    wHh    the   very    hot   of    rail    and    waUr    transportation    at    your 
•••Mai  M  to  «a»»  Ik*  swa>(a*t*m  and  «hipprr  all  eartac*  rhanm 


Phone  Lafayette  7500 


nd  «hipprr  all 

«i»s<Hi  iMaanats  of  annaaaSlai.  Connoctlon  U  mao>  with  the 
Pa«aac«  Car  &r*t*m  everaud  to  all  important  citln  by  the  Chica«n 
a  Railroad.  Tkai  roa4  mtm  ew  . 


•  ai«au»««    and   roanMta   with   all 


.«->  gu.rn.hip  Linn,  rearhinc  all  Gnat  Lake.  Porta.  and  ea. 
fatewan  via  wator  and  rail,  offer  a  raUtantial  earing-  In  fr»i«ht  rate*. 
Th.tr  (teamen  Mil  mrnUrly  I  ram  anr  dock,  on  tha  aonth  branch  of  the 
Chirac*  Urn.  We  handle  export  a>  well  a.  doeMstk  •hiptnenu.  Throuch 
MSB  ef  btdlac  to  fore%a  coanuiea  negotiated. 

laiaithjalel     Gel    farther    facto    recardlac    our    exceptional    Mrvlee    and 
faeWMea  fat  atorasi  and  .hlppinr.    Write,  phone  or  wire  at  oar 


No  Cartage  Charges  on  Rail  &.  Water  Shipments — Daily  Package  Car  System — Export  &  Domestic  Trade 
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Docket  of  the  Commission 


Not*.     Items  In  the  Docket  marked  with  an  asterisk   (•)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
June  24 — Washington.   D.   C. — Examiner  Shanafelt: 

12827 — Republic  of  France  vs.  M.  K.  &  T.  et  al. 
June  24 — Denver,  Colo. — Examiner  Hosmer: 

13787 — Edward    Grimes    and    Samuel    Friedman,    co-partners,    doing 
business  under  the  firm  name  of  Grimes  and  Friedman,  vs.  A.  T. 
&  S.  F.  et  al. 
13851 — Edward    Grimes    and    Samuel    Friedman,    doing    business    as 

Grimes  and  Friedman,  vs.   A.   T.   &  S.   F.   et  al. 
13641— The  James  G.  Noll  Lumber  Co.  vs.  U.  P.  R.  R.  et  al. 
June  24 — Argument  at  Washington.  D.  C.: 
12410— Fageol  Motors  Co.,  Inc..  vs.  Director  General,  C.  M.  &  St.  P.. 

12410  (Sub.  No.  1)— Moreland  Motor  Truck  Co.  vs.  Director  General. 

C.  M.  &  St.  P.  et  al. 

13005 — Wcirton  Steel  Co.  vs.  Monongahela  Ry.  et  al. 
I.  and  S.  1528 — Cancellation  of  through  rates  on  apples  from  Pacific 

coast. 
June  24 — Santa  Fe,  N.  M. — Examiner  Keene: 

12929 — Interstate   rates  on   grain,   grain   products   and   hay,    in   car- 
loads, between  points  in  the  western  and  mountain-Pacific  groups. 
June  26— Washington,  ^.D.  C. — Examiner  Mullen: 
•  9200 — Railway  mall  pay. 

June  26 — Washington,  D.  C. — Examiner  Kelley: 
Valuation  Docket  21— Carolina  R.  R.  Co. 

Valuation  Docket  37 — Kinston  Carolina  R.  R.  and  Lumber  Co. 
June  26 — Argument  at  Washington,  D.  C.: 
12556 — J.  F.  Bloom  &  Co.  vs.  Director  General.  Montpelier  &  Wells 

River  et  al. 

12573 — Sprneue  Tire  and  Rubher  Co.  vs.  Director  General,  U.  P.  et  al. 
12797 — Firestone  Tire  and  Rubber  Co.  vs.  Director  General. 
June  26 — Washington,  D.  C. — Examiner  Shanafelt: 

13833 — Hampton  &  Branchville  R.  R.  &  Lumber  Co.  vs.  A.  C.  L.  et  al. 
June  26 — Fargo.  N.  D. — Examiner  Kephart: 

12967 — C.  H.  Hammond  et  al.  vs.  Midland  Continental  et  al. 
June  26 — St.  Louis,  Mo. — Examiner  Pitt: 
9702 — Memphis-Southwestern     investigation.     (Further    hearing     on 

question  of  fourth  section  relief.) 

Fourth  section  applications  covered  by  fourth  section  order  No. 
7542.  as  amended,  respecting  rates  on  classes  and  commodities  be- 
tween Mississippi  River  points  via  routes  operating  west  of  Mis- 
sissippi River. 

June  27 — Washington,  D.  C. — Examiner  Marchand: 

Valuation  Docket  5 — Supplemental  valuation  of  Winston-Salem  S.  B. 
Ry.  Co. 


STATISTICS 

Back  up  your  conclusions 
and  arguments  with  figures. 

They  Help  Wonderfully 


We  supply  them — not  only 
those  carried  by  the  Inter- 
state Commerce  Commis- 
sion, but  also  those  carried 
by  any  other  department  of 
the  federal  government. 

Ask  us  about  it 
The  Traffic  Service  Corporation 

Special  Service  Department 
Colorado  Bid*.  Washington,  D.  C. 


June  27 — Argument  at  Washington,  D.  C.: 

13182 — Wichita  Board  of  Comm«rce  vs.  A.  T.  &  S.  F.  et  al. 

12721 — Anderson,  Clayton  &  Co.  vs.  -Director  General. 

12485 — Southern  Products  Co.  vs.  Director  General,  Alabama  &  Vickg- 

burg  et  al. 

June  28 — Argument  at  Washington,  D.  C.: 
13047— City  of  Detroit  vs.  C.  &  O.  et  al. 

12385— Dyer  Packing  Co.  vs.  Director  General,  B.  &  O.  et  al. 
13020— Nivis9n-Weiskopf  Co.  vs.  Director  General. 
12792 — American  Hominy  Co.  vs.  Director  General. 
12365 — Oklahoma  Iron  Works  et  al.  vs.  Director  General,  A.  C.  &  T. 

et  al. 
June  28 — Washington,  D.  C. — Examiner  Shanafelt: 

13583 — Bui-roughs   Adding  Machine   Co.   and   Dalton   Adding   Machine 

Co.  vs.  Mich.  Cent,  et  al. 
June  28 — Salt  Lake  City,  Utah — Examiner  Hosmer: 

12482— Ogden  Packing  &  Provision  Co.  vs.  A.  T.  &  S.  F.,  Director- 
General,  et  al. 

June    28— Washington,    D.    C.— Examiner    Marchand: 

Valuation  Docket  8— Wrightsville  &  Tennille  R.  R.  Co. 

Valuation    Docket   27— Louisville   &   Wadley  Valley  R.  R.  Co. 
June  28 — Washington,  D.   C. — Examiner  Kelley: 

Valuation   Docket  40— Wadley  Southern  Ry.  Co. 

Valuation  Docket  28 — Albany  Passenger  Terminal  Co. 

Valuation  Docket  25— Sylvania  Central  Ry.  Co. 
June   29 — Spokane,    Wash.- — Examiner   Kephart: 

13576— B.  J.  Carney  &  Co.  et  al.  vs.  Director-General,  A.  T.  &  S.  F. 

et  al. 
June  29 — Argument  at  Washington,  D.  C.: 

12816— Hocking  Valley  Brick  Co.  vs.  Director  General  and  Hocking 
Valley. 

12846— Dayton  Malleable  Iron  Co.  vs.  K.  &  M.  et  al. 

12878 — Milwaukee  Western  Fuel  Co.  vs.  Director  General. 

*  Finance   Docket   1703 — In  the  matter  of  the   application  of  the  Pere 

Marquette  Ry.  Co.  for  certificate  of  public  convenience  and  neces- 
sity authorizing  it  to  abandon  a  line  of  railroad. 

*  Finance   Docket  1707— In  the  matter  of  the  application  of  the  Pere 

Marquette  Ry.  Co.  for  certificate  of  public  convenience  and  neces- 
sity authorizing  it  to  abandon  a  branch  line  of  railroad. 
June   30 — Washington,   D.   C. — Examiner  Shanafelt: 

13614 — The  Hanging  Rock  Iron  Co.  vs.  N.  &  W.  et  al. 
June  30 — Salt  Lake  City,  Utah — Examiner  Hosmer: 
1.  and  S.  1562 — Iron  and  steel  articles  from  Utah  common  points  to 

California  points.     Such  fourth  section  departures  as  may  exist. 
June  30 — Argument  at  Washington,  D.  C.: 
12708— Ballou  Brick  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

*  Finance    Docket   2227 — In   the   matter  of   the   application   of   Martin 

Walsh,  receiver,  Memphis,  Dallas  &  Gulf  R.  R.  Co.,  for  a  certificate 
of  public   convenience   and   necessity  authorizing  it   to   abandon   a 
portion  of  its  line  of  railroad. 
July  1 — Cairo,  111. — Examiner  Oliver: 

I.  and  S.  1551 — Silica  from  southern  Illinois  points  to  eastern  cities 
portions   of   Fourth   Section   App.   2045.    I.    C. ;    2060,    Tucker;    2138, 
M.  &  O. ;  3239  and  3270,  C.  &  E.  I.;  4218,  4219  and  4220,  M.  P. 
July  1 — Williamsport,  Pa. — Examiner  Hunter: 
13566 — Central  Pennsylvania  Lumber  Co.   vs.   Director-General,   Sus- 

quehanna  &   N.   Y.   et  al. 
July  1— Seattle,  Wash.— Examiner  Kephart: 

13511 — Albers  Bros.  Hilling  Co.  vs.  Director- General. 
July   3 — Minneapolis,   Minn. — Examiner  Howell: 

I.  and  S.  1558 — Coal  from  Kentucky,  Tennessee  and  Virginia  to  north- 
ern and  northwestern  points.  Such  fourth  section  departures  as 
may  exist. 

July  3 — Seattle,  Wash. — Examiner  Kephart: 
12158— Frye  &  Co.  vs.   G.  N.  et  al. 

12158  (Sub.  No.  1)— Swift  &  Co.  et  al.  vs.  G.  N.  et  al. 
July   3— Salt  Lake  City.  Utah— Examiner  Hosmer: 

10856— Utah   State   Automobile   Assn.   vs.   A.    T.    &   S.    F.,    Director- 
General  et  al. 
July  3— Cairo,   III. — Examiner  Oliver: 

13733— Vehicle  Supply  Co.  vs.  111.  Cent,  et  al. 
13732— H.  L.  Halliday  Milling  Co.  vs.  Director-General,  M.   &  O. 
13734 — Cyrus  C.  Shafer  Lumber  Co.  vs.  Director-General,  111.  Cent. 
July  5 — Buffalo,   N.  T. — Examiner  Hunter: 

I.  and  S.  1552 — Increased  switching  charges  at  Jamestown,  N.  T. 
July  5 — Minnaepolis,  Minn. — Examiner  Howell: 
13692— Nick  Roller  vs.  M.  St.  P.  &  S.  S.  M. 
13708— Ewart  Grain  Co.  vs.  C.  R.  I.  &  P.  Ry.  et  al. 
July  6— Minneapolis,  Minn.— Examiner  Howell: 

*  I.  and  S.   1583 — Non-surrender  of  inbound  billing  in  connection  with 

proportional    rates   on   grain    between    the    Twin    Cities   and   Lake 
Superior   ports. 

13371 — Washburn-Crosby  Co.  vs.  Director-General. 
July  6 — Washington,  D.  C. — Examiner  Sweet: 

*  13345 — In  the  matter  of  divisions  of  joint  rates,  fares  and  charges  on 

traffic  interchanged  between  the  M.  &  N.  A.  R.  R.  Co.  and  its  con- 
nections. 
July  6 — Olympia.  Wash. — Department  of  Public  Works: 

*  Finance     Docket    2172— In    the    matter    of    the    application    of    the 

Wenatchee  Southern  Ry.  Co.  to  construct  a  line  of  railroad. 
July  6 — Washington.  D.  C. — Examiner  Siianafelt: 

13875 — The  Oklahoma  Southwestern  Ry.  Co.  vs.  St.  L.-S.  F.  et  al. 
July  6 — Richmond.  Va. — Examiner  Shanafelt: 

13764 — Richmond  Guano  Co.  vs.  Aberdeen  &  Rockfish  R.  R.  et  al. 
13742 — Virginia-Carolina   Chemical  Co.   vs.   Director  General,   Wash- 
ington &  Choctaw  Ry. 

13745— Virginia-Carolina  Chemical  Co.  vs.  A.  C.  L.  R.  R.  et  al. 
July  6— Buffalo,  N.  Y.— Examiner  Hunter: 

13524 — Hammond  Iron  Works  vs.  Pa.   R.   R.  et  al. :  portions  Fourth 

Section  App.  1563  and  1572,  B.  &  O.:  1625,  McCain. 
July  6 — Louisville,   Ky. — Examiner   McQuillan: 

13610 — Henry  Knight  &  Son  vs.  Director-General  and  Sou.  Ry. 
Portions  of  fourth  section  application  1548  of  Sou.  Ry.,  which  re- 
late to  scrapped  tin  cans. 
13571— The  L.  &  N.   R.  R.  Co.  vs.  Cumberland  &  Manchester. 
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Firm  Financial 
Foundation 

In  selecting  your  freight  forwarder  it  i^ 
l>articularly  necessary  for  you  to  demand  the 
strongest  financial  standing  in  your  choice. 
Can  you  afford  to  entru>t  your  goods  to  any 
but  the  most  reliable  ? 

The  House  of  Andrews,  established  in 
1884,  enjoys  a  financial  prestige  second  to  none. 

We  invite  your  request  for  references. 
Send  for  our  booklet  "What  \\V  Do  and  How 
We  Do  It." 


D.  C.  ANDREWS  &  CO.,  Inc. 

27-29  Water  Street,  New  York 


Boston  Office 
44  Broad  Stre*t 


Philadelphia  < 

788  Dre*el  Building 


The  most  CONVENIENT,  high 
quality,  low  priced  desks  built 


AUTO-UTILITY  DESKS 

Automatic  V  Expansion,  Wood-Sterl 
Construction,  roller  bra  ring  st«rl  in- 
tension slide  drawers,  desk*  "built  i» 
individual  measure"  are  all  exrlwavr 
advantages  that  coat  far  less  to  IMF,  yet 
coat  no  more  to  buy. 

AUTOMATIC  FILE  A  INDEX  CO. 
E.  i«tk  Strert.  GREEN  BAY.  WIS. 
(hicaco  Bmnck.  J«  S.  L«  Sail*  St. 


SEND  FOR— 

.VrTc  .Vo.  JjT 
Auto- Utility 
[)nk  caitiff  ot4 
be  lure  yon  kast 
our  General  No. 
jlT  catalof  and 

inl  Auto- 
matic Tariff  filr 
information. 


Auioyfic. 


'Ship  by  Water" 


PROMPT.  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


TO 


Los  Angeles  Harbor,  San  Francisco, 
Portland,  Seattle  and  Tacoma 

FROM 

New  York,  Baltimore 
Norfolk,        Philadelphia 

Thru  hill,  of  lailing  iaauad  to 

San  Diaco,  Oakland,  Stockton,  and  Sacramanto,  Calif.: 
Hawaiian  and  Far  Ea.t  Point*;  A.loria.  Or*.:  Cray.  Harbor 
and  Pur.t  Sound  Port*.  Waah. ;  Vancouver  and  Victoria.  B.C. 
For  rate*.  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

Moor*  and  WaUr  Street*.  New  York     TAaKana.  B..UH,  Gr*.  7M4 
*.  Md.        PKUadelphii.  Pa.        Pittiburfh.  Pi.         Clwelind,  Ohio 


»S«atk  S».  DraiallUf.  Ol,,«  Bldf.  MuihiU  Bldf. 

And  at  our  Branch  OnSca*  at  ports  of  call,  ate. 


BAD  ORDER  CARS  cause  the  loss  of  many 
hard  earned  dollars  to  railroad  companies  and  ship- 
pers of  grain,  seed,  food  stuffs  and  package  goods. 

MUCH  OF  THIS  LOSS  can  be  saved  by  the 
use  of  Kennedy  Car  Liners.  These  car  liners  prac- 
tically condition  a  bad  order  car  and  enable  ship- 
to  load  cars  that  otherwise  would  be  rejected. 


KENNEDY  SYSTEM  of  car  liners  prevent 
leakage  in  transit  and  afford  sanitary  protection  to 
bulk  shipments  and  food  stuffs. 

WE  MAKE  Kennedy  Car  Liners  for  all  cases 
of  bad  order  cars,  consisting  of  full  Standard  Liners, 
End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

WILL  YOU  NOT  give  us  an  opportunity  to 
submit  full  details  of  our  system  and  the  low  cost 
of  same?  We  are  confident  this  would  demonstrate 
to  you  the  efficiency  and  money  saving  merits  of 
our  proposition. 

The  Kennedy  Car  Liner  &  Bag  Co. 

SHELBYVILLE.  INDIANA 

Canadian  Factory  at  Woodstock,  Out. 
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July  ft—  Argument  at  \Va»hlnirton,  1).  C.!  ,  . 

12066— Construction    ami    n-palr   of    railway   equipment    (C.    R.    R.    Of 

11948— 'nif  Glacifer  Co.  vs.  American  Ry.  Exp.  Co. 
July  S— Salt  Lake  City.   Utah— Examiner  Hosmer: 

12325— Wusatch  Coal  Co.  et  al.  vs.  Director-General. 

12328 — Jeremy  Fuel  &  Grain  Co.  et  al.  vs.  Director-General. 
July  7 — liirlimoml.   Va.— Examiner  Shanafelt: 
.  13741— Virginia-Carolina  riu-mlral  Co.  vs.  Director  General. 

*  13746—  ViiKinia-Carollna  Chemical  Co.  vs.  G.  C.  &  S.  F.  et  al. 

•  13753— Virginia-Carolina  Chemical  Co.  vs.  Director  General. 

July  7— Minneapolis.  Minn.— Examiner  Howell: 

13657 — W.  H.  Barber  Co.  et  al.  vs.  Alabama  &  Vicksburg  et  al. 
July  7 — Jonesboro,  Ark. — Examiner  Oliver: 

13689— R.  L.  Muse  Lumber  Co.  vs.  Director-General. 

July  7 — Argument  at  Washington,  D.  C. : 

12911— Cement  rates  from  Sugar  Creek.  Mo.,  to  Kansas  City,  Mo. 
10421— Lehlgh   Portland  Cement   Co.   vs.   Director  General,    A.   1.   & 

10517— Aetlas '  Portland   Cement   Co.    vs.    Director   General,    A.    T.    & 
S.  F.  et  al. 

July  8 — Richmond,  Va. — Examiner  Shanafelt: 

13743 — Virginia-Carolina  Chemical  Co.  vs.  Director  General,  as  agent. 
13744— Virginia-Carolina  Chemical  Co.  vs.  Director  General,  as  agent. 
July  8 — Dayton,  O. — Examiner  Jewell: 

I    and  S.  1556 — Newsprint  paper  from  Canada  to  Nashville.  Tenn. 
I.   and   S.   1556 — Newsprint   paper  from   Canada  to   Nashville,   Tenn. 

(first  supplemental  order). 
July  10 — Chicago,  111. — Examiner  Cheseldine: 

Fourth  Section  Application  2660  of  A.  T.  &  S.  F.  Ry. — Commodities 
between  St.  Louis,  Mo.,  and  points  taking  same  rates  and  Ft. 
Madison,  Shopton,  Macuta  and  Brieker,  la.  Numerous  other  appli- 
cations relating  to  rates  on  classes  and  commodities  between 
various  points.  ' 
July  10— Trenton,  N.  J. — Examiner  Smith: 

13724 — Golding  Sons'  Co.  vs.  N.  Y.  N.  H.  &  H.  R.  R.  et  al. 
July  10 — Detroit,  Mich. — Examiner  Hunter: 

13685— ^F.   M.   Sibley-  Lumber  Co.  vs.   Director  General,   Detroit  Ter- 
minal R.  R.  et  al. 
July  10 — Rocky  Mount,  N.  C. — Examiner  Shanafelt: 

13688 — McDearman  &  Garrett  vs.  A.   C.  L.   R.  R.,  Director  General, 

et  al. 
July  10— Chicago,  111.— Examiner  Howell: 

I.  and  S.  1568 — Increased  rates  on  hosiery. 
July   10— Tacoma,   Wash. — Examiner  Kephart: 
13761 — Traffic    and    Transportation    Bureau    of    Tacoma    Commercial 

Club  and  Chamber  of  Commerce  vs.  Nor.  Pac.  et  al. 
July   10 — Shreveport.   La. — Examiner   Oliver: 

13784 — Crawford  &  Sebastian  Co.  vs.  C.  R.  I.  &  P.  et  al. 
July  10 — New  Orleans,   La. — Examiner  McQuillan: 
I.   and   S.   1548 — Cottonseed  oil   from   Oklahoma  producing  points   to 

Louisiana  points. 

Portions  of  fourth  section  application  637  of  F.  A.  Leland. 
July  10 — Indianapolis,  Ind. — Examiner  Jewell: 
13679 — Public  Service  Commission  of  Indiana  vs.  Ann  Arbor  et  al. 


DailyTraffic  World 

and 

Traffic  Bulletin 

Contains  daily  all  the  information 
published  later  in  the  weekly 

Traffic  World 

and  in  the  weekly 

Traffic  Bulletin 

A  subscription  also  includes  a  valuable 

SERVICE  FROM  WASHINGTON 

that  makes  the  price  seem  trifling. 

Write  for  Particular* 

THE  TRAFFIC  SERVICE  CORPORATION 

Publi,ht,   The  Traffic  World 

418  S.  Market  Street,  Chicago 


13671 — The  Public  Service  Commission  of  Indiana  et  al.  vs.  A.  T.  & 

&  S.  F.  Ry.  et  al. 

July   10— Fresno,   Cal. — Examiner  Hosmer: 

1.    and    S.    1561 — Estimated    weights    and    package    specifications    on 
dried  fruits. 

July  11 — New  Orleans.   La. — Examiner  McQuillan: 

I   .and   S.   1554 — Sugar  from  Baton   Rouge,   La.,   to  Mobile,   Ala.,   and 
Gulfport,  Miss. 

July  11 — Indianapolis,  Ind. — Examiner  Jewell: 
13695 — Wasmuth-Endicott  Co.  vs.  Wab.  Ry.  Co.  et  al. 
13691 — Louis  Sagalowsky  vs.  Baltimore  &  Ohio  et  al. 

July  11 — Chicago,  111. — Examiner  Howell: 
13403 — Globe  Rendering  Co.  vs.  Director  General. 

July  11— Chicago,  111.— Chief  Examiner  Quirk: 

13510 — Baltimore  Chamber  of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

July  11— Washington,  D.  C.— Examiner  Kephart: 

Fourth  Section  Application  Nos.  601.  A.  &  V.  Ry.;  540,  Chattanooga 
Sou.  Ry.;  484,  G.  &  S.  I.  R.  R.;   12096,  L.  &  N.   R.  R.;  2045.  I.  C. 
R.  R.;  1625,  C.  C.  McCain  and  others. 
July  12 — Portland.  Ore. — Examiner  Kephart: 

9  11669 — Stewart-Warner  Speedometer  Corp.   et  al.   vs.   Director   Gen- 
eral, C.  &  N.  W.  et  al. 
13628 — Olney-Hart,    Inc.,    operating    the     Stewart-Warner     Products 

Service  Station,  Spokane,  Wash.,  vs.  C.  M.  &  St.   L.  et  al. 
13541 — Carlton   Consolidated   Lumber   Co.    vs.    Director- General,    and 

Sou.  Pac. 
July  12 — Philadelphia,  Pa. — Examiner  Smith: 

11760 — Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pennsylvania  R.  R.  et  al. 
13662— Duquesne   Slag  Products   Co.    et   al.   vs.    Pennsylvania   R.    R. 

et  al. 

July  12 — Argument  at  Washington,  D.  C. : 

6606 — Southern  Pacific  Co.'s  ownership  of  Atlantic  S.  S.  Lines. 
11824 — Farley  &  Loetcher  Mfg.  Co.  et  al.  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 

July  12— Chicago.  III.— Examiner  Howell: 
12873 — C.  A.  Ailing,  doing  business  as  Forest  City  Cotton  Oil  Co.,  vs. 

Director  General. 
13499 — Konz  Box  and  Lumber  Co.  vs.  Director  General,  M.  St.  P.  & 

S.  S.  M.,  et  al. 
July  12 — New  Orleans,  La. — Examiner  McQuillan: 

I.  and  S.  1557 — Manure  from  New  Orleans,  La.,  to  points  in  Alabama 

and  Mississippi. 
July  12 — Kalamazoo,  Mich. — Examiner  Hunter: 

13157 — Western   Paper   Makers'   Chemical   Co.    vs.   Director   General, 

Alabama  Central  R.  R.,  et  al. 
July  12 — Savannah,  Ga. — Examiner  Shanafelt: 

l§441 — The  Southern  Cotton  Oil  Co.  vs.  Director  General. 
July  12 — Lake  Charles,  La. — Examiner  Oliver: 

13051— R.   L.   Abbott  et  al.  vs.   Director  General,  C.   R.   I.   &  P.   Ry. 

et  al. 
July  12 — Los  Angeles,  Cal. — Examiner  Hosmer: 

13808 — Holly  Sugar  Corp.  vs.   Director-General. 
July  13 — New  Orleans,  La. — Examiner  McQuillan: 

13736 — New  Orleans  Joint  Traffic  Bureau  vs.  Arcade  &  Attica  R.  R. 

et  al. 
July  13 — Chicago,  111. — Examiner  Howell: 

13370 — The  Clay  Products  Co.  vs.  Director  General. 
July  13 — Grand  Rapids,  Mich. — Examiner  Hunter: 

13655 — Grand  Rapids  Terminal  Belt  Ry.  Co.  vs.  Pere  Marquette  Ry. 

pt   3.1 

13431_!Michigan  Paper  Mills  Traffic  Assn.  vs.  Michigan  Central  R.  R. 

et  al. 
July  13 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1535 — Lumber  from  California  to  Minnesota  and  Wisconsin. 
13112 — Clay  County  Coal   Operators'  Assn.   et  al.   vs.   Cumberland  & 

Manchester  et  al. 

July  13 — Macon,  Ga. — Examiner  Shanafelt: 
13017 — Ideal  Supply  Co.  vs.  Southern  Ry.  Co.  et  al. 
13696 — Bibb  County  Farm  Bureau  vs.  Central  of  Georgia  Ry.  et  al. 
July  13 — Portland,  Ore.— Examiner  Kephart: 
13596— Pacific  Grain  Co.  vs.  Director-General,  O.-W.  R.  R.  &  N.  Co. 

et  al. 

13597 — Pacific  Grain  Co.  Inc.,  vs.  Director-General,  Nor.  Pac. 
July  14 — St.  Louis,  Mo. — Examiner  Jewell: 

I.   and   S.   1544 — Cancellation  of  L.   C.   L.   commodity   rates  from   St. 

Louis,  Mo.,  to  southeastern  Missouri  points. 
July  14 — New  York,  N.  Y.— Examiner  Smith: 

13177 — Winslow  &  Co.,  Inc.,  vs.  Director  General. 

July  14 — Chicago,   111. — Examiner  Howell: 

10804 — Barnett  Oil   and  Gas   Co.   vs.   Director   General,   Louisville   & 
Nashville  et  al. 
peake  &  Ohio  Ry.  et  al. 

13698 — Thomas  Madden,  Son  &  Co.  et  al.  vs.  Director  General,  Chesa- 
July  14 — Houston,  Tex. — Examiner  Oliver: 
13720 — Standard    Rice    Co.,    Inc.,    vs.    Galveston,    Harrisburg    &    San 

Antonio  Ry.  et  al. 

July  14 — Macon,  Ga. — Examiner  Shanafelt: 
13735 — Shadburn  Bros.  vs.  Baltimore  &  Ohio  et  al. 
13794 — Macon  Chamber  of  Commerce  vs.  Louisville  &  Nashville  et  al. 
July   14 — Portland,  Ore. — Examiner  Kephart: 

13776— The  Portland  Flouring  Mills  Co.   vs.  G.   N.  et  al. 
13788— The  Portland  Flouring  Mills  Co.  vs.  S.  P.  &  S.  et  al. 
July   14 — San   Diego,   Cal. — Examiner  Hosmer: 

13701 — The  Spreckels  "Savage"  Tire  Co.  vs.  A.  T.  &  S.  F.  et  al. 
July  15 — Chicago,  111. — Examiner  Howell: 
*   I.    and    S.    1582 — Banana    carrier    material    from    interstate    points    to 

southwestern  points. 
July  15 — Portland,  Ore. — Examiner  Kephart: 

Fourth    section    application    12125    of    S.    J.    Henry— Rates    between 
north    Pacific   coast   points — L.    C.    L.    commodity    rates    to    Grays 
Harbor  and  Willapa  Bay  points. 
July  15— Austin,  Tex. — Examiner  Oliver: 

13072 — In  the  matter  of  a  regulation  prescribed  by  the  Railroad  Com- 
mission of  Texas  requiring  carriers   to  slat  stock  cars  for  trans- 
portation of  watermelons  in  Texas. 
July  15— St.  Louis.  Mo. — Examiner  Jewell: 

13625 — Mid-Continent    Equipment   and    Machinery   Co.    vs.    M.    &    O. 

R.  R.  et  al. 

13670 — The  Walter  A.   Zelnicker  Supply  Co.  vs.   Chesapeake   &  Ohio 
Ry.  et  al. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

CuttomM  Houte  Broken,  Forwarding 
and  Clearing  Houte  Agent* 

LAREDO,  TEXAS 

Branch**  In  all  Principal  Citl«a  In  th«  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  I..   BRENNAN 


S.  E.  LEONARD 


Pr  World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINK          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LIM  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  I'nrtlmid.  M.  .  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 


(>alvcs(»n 


TO 


Brunswick 


London  Aronmouth  Dii""  Australia 

Liverpool  Southampton  Gibraltar  Tasmania 

Manchester  Antwerp  Genoa  New  Zealand 

Glasgow  Hamburg  Naples 

International  Mercantile  Marine  Co. 

A.  C.  F.tt.rolf.  Fre.jM  Traffic  Managtr 


«.    J. 


.     _. 

MM 
i  Term.  I  Br»i«m, 


I  Aft.        T.  0.    Martin.   M.    W     FrWjM  Att 
•ttroDolltin     Lit,    Bulldln. 
Mln»M»oll,.    Minn. 
a**THwvn»ra     Fralfht    Aptnt. 
Mnet.     St.     Louli.     Ho. 


«rnl«    Bl>k    Bid, 

--  ••«• 


•  «».  *  IBIIIVH  ni«f . 
HMMtW.  C.tU»  Eto.l 
H»Mto.  AH..  H.bll. 

rmrtint.   MI  .   i    ILH 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego.  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma.  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  "HOBOKEN"  From  the  Gulf,  Early  July 


SS  "OSAGE" 
SS  "REDHOOK" 


SS  "DELCO" 

SS  "AGWIDALE" 

SS  "ELDORADO" 

SS"NYANZA" 


SS  "REDHOOK"    From  the  Pa  ific  Coast,  2d  half  June 


Middle  July 
Late  July 


Late  July 
Early  August 
1st  half  August 
2d   half  August 


Rataa  quoted,  bookinf  •  and  other  information  furnlalml  upoa 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 


'..i. 


•  Bldf . 
«n.  Tmmt 


SWAYNE  A  HOYT.  Inc. 

4JO  Sanaom*  St. 
San  Franclaeo,  Calif. 


SO  Broad   St. 

N.w  York  Ch  7 
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There  Is  Just  One 

UNIVERSAL 

Parcel  Post  Guide 

AND 

Rate  Book 


And  We  Are 
Its  Publishers 


It  is  the  only  Guide  and  Rate  Book  that  can  be 
used  in  figuring  charges  between  any  two  post 
offices  in  the  United  States,  that  is  good  any- 
where, that  is  not  full  of  needless  information 
and  that  may  be  used  indefinitely. 

• 

It  is  accurate,  easy  to  use,  and  up-to-date. 

It  is  printed  on  good  paper,  from  new  type  and 
it  is  splendidly  bound  in  semi-flexible  Keratol. 


READY  NOW 

Delivered  Price  $3.OO 

THE  TRAFFIC  SERVICE  CORP'N,  418  So.  Market  St.,  Chicago,  111. 
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Inland  Marine  Corporation 

Provides 

LOW  ALL  WATER  FREIGHT  RATES 

VIA 

The  New  York  State  Barge  Canal  Route 

FROM 

NEW  YORK  HARBOR  POINTS 

TO 

BUFFALO,  N.  Y.  DETROIT,  MICH.  MILWAUKEE,  WIS. 

CLEVELAND,  OHIO       DULUTH,  MINN.  ST.  PAUL,  MINN. 

CHICAGO,  ILL.  MINNEAPOLIS,  MINN.     ST.  LOUIS,  MO. 

and   Points  in  the  Same  Rate  Territories 


COMPANY'S  OFFICES: 
NEW  YORK  CITY,   15  Moore  Street,  Phone  Bowling  Green  3516-9 

BUFFALO,  N.  Y.,  522  Ellicott  Square,   Phone  Seneca  8203 

MINNEAPOLIS,  MINN.,  20  Builders'  Exchange,  Phone  Atlantic  0596 


Increased  Trackage  Facilities 

The  PORT  OF  TACOMA  announces  the  completion 
of  its  Yard  No.  One.  This  yard,  in  connection  with  Piers 
One  and  Two,  is  of  500  cars  capacity  and  will  be  aug- 
mented by  three  similar  yards  upon  completion  of  other 
piers. 

This  trackage  system,  served  at  all  hours  by  our  own 
switch  engine,  insures  the  speedy  dispatch  of  vessels  and 
eliminates  all  delays  in  delivering  cars  to  the  four  trans- 
continental  railroads  with  which  it  is  connected. 

PORT  OF  TACOMA 
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July  15— New  York.  N.  Y.— Examiner  Smith: 

13221—  The  Thomas  Iron  Co.  vs.   Lehlgh  &  Hudson  River  Ry.  et  al. 
July   15— Macon.  Ga.— Examiner  Shanafelt: 

13011— Macon  Chamber  of  Commerce  vs.  C.  N.  O.  &  T.  P.  Ry.  et  al. 

13018 — Uacon  Chamber  of  Commerce  vs.  A.  Cul*  R.  R.  et  al. 
July  17— Chicago.  III.— KXBmlner  Hunter: 

•  11757— Chicago.   St.    P»nl.    Minneapolis  &  Omaha   Ry.   Co.   et   al.   vs. 

Great  Lakes  Transit  Corp. 
July  17— Chicago,  III.— Examiner  Howell: 

13663—  J.  D    Holllngshead  Co.  vs.  M.  K.  &.  T.  Ry.  et  al. 

13897— Chicago  Fire   Brick  Co.  vs.  C.  &  E.  I.  R.   R.  et  al.,   portions 

Kourtti  Section  Appl.  696.  Iceland:  1606.  Fulton. 
July  17— New  York.  N.  Y.— Examiner  Smith: 

13349— David  Kaufman  &  Sons  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
13544— Hooker   Electro  Chemical  Co.   et  al.   vs.   Atlantic   City   R.   R. 

et  al. 

July  17 — Washington,  D.  C. — Commissioner  Aitchlson: 
«  13896 — In  re  rules  governing  ratings  of  coal  mines  other  than  anthra- 
cite, and  the  distribution  of  cars  to  such  mines. 
July  17— Meridian,  Miss. — Examiner  McQuillan: 

13391— Meridian  Fertilizer  Factory  vs.  M.  &  O.  R.  R.  et  al. 
July  17 — St.  Louis,  Mo. — Examiner  Jewell: 

16»12— Acme   Cement   Plaster   Co.    vs.    Director   General,    Pere    Mar- 

quette  et  al. 
10950— Acme  Cement  Plaster  Co.  vs.  Director  General,  A.  T.  &  S.  F. 

10951    (Sub.   Nos.   1   and   2) — Acme  Cement   Plaster  Co.   vs.   Director 

General.  Quannah.  Acme  &  Pacific  Ry.  et  al. 
10952 — Acme    Cement    Plaster    Co.    vs.    Director   General.    Quannah, 

Acme  &  Pacific  Ry.  et  al. 
July  17 — Phoenix,  Ariz. — Examiner  Hosmer: 
I.  and   S.   1565 — Class  arbltraries  between  stations  on   Globe  division 

of  Ariiona  Eastenn-R.  R. 
July  18 — Waco.  Tex. — Examiner  Oliver: 
13813 — Archnehold  Automobile  Supply  Co.  et  al.  vs.  Albany  Southern 

R.  R.  et  al. 

13656— Eajly-Foster  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
July  18— Chicago.  111.— Examiner  Howell: 

13707— Western  Silo  Co.  vs.  111.  Cent.  R.  R.  et  al. 
July  18— New  York,  N.  Y.— Examiner  Smith: 
13607 — Central  Refining  Co.,  Inc.,  vs.  Director  General. 
13638— Bristol  Brass  Corp.  vs.  Director  General,  N.  Y.  N.  H.  &  H. 
13638  (Sub.  No.  1)— Bristol  Brass  Corp.  vs.  N.  Y.  N.-H.  &  H.  R.  R.. 
Director  General  et  al. 

•  12530 — In  re  distribution  nmong  coal  mines  of  privately  owned  cars 

and  cars  for  railroad  fuel. 
July  18 — Phoenix.  Ariz. — Examiner  Hosmer: 

13180 — E.  A.  Tovera  &  Co.  et  al.  vs.  Director  General. 
July  19 — Waco,  Tex. — Examiner  Oliver: 

I.  and  S.  1569 — Increase  In  rates  on  cane  seed. 
July  19— Augusta.  Ga. — Examiner  Shanafelt: 
13714 — Merry  Bros.  vs.  Alcolu  R.  R.  Co.  et  al. 
uly  19 — New  York,  N.  Y. — Examiner  Smith: 
13642 — International  Pulp  Co.  vs.  Director  General. 
13660— Butterworth-Judson  Corp.   vs.   Director  General,   C.   R.   R.  of 
N.  J. 

July  19 — Tuscaloosa,  Ala.— Examiner  McQuillan: 

13213— Tuscaloosa  Cotton  Seed  Oil  Co.  vs.  Southern  Ry.  et  al. 
13213  (Sub.  No.  1)— Gulfport  Grocery  Co.  vs.  L.  &  N.  R.  R. 

July  19 — San  Francisco,  Cal. — Examiner  Kephart: 
I.  and  S.  1566 — Proportional  basing  fares  to  Ogden,  Utah. 

July  20— Kansas  City,  Mo. — Examiner  McChord: 

I.  and  S.  1574 — Petroleum  oil  and  its  products  from  Texas  to  Colorado 
points. 

July  20 — Birmingham.  Ala. — Examiner  McQuillan: 

13781 — Central  Iron  and  Coal  Co.  vs.  Director  General,  M.  &  O.  R.  R. 
et  al. 

July  20 — Ft.  Worth.  Texas — Examiner  Oliver: 
13522 — Montrose  Oil  Refining  Co.,  Inc.,  vs.  Director  General. 
13627 — Burnett-Yount  Horse  and  Mule  Co.  et  al.  vs.  Abilene  &  South- 
ern Ry.  et  al..  portions  of  Fourth  Section  Appl.  Nos.  461,  462,  621, 
673  and  678,  Leland. 

July  20 — Chicago,  III.— Examiner  Howell: 
I.  and  8.  1573 — Reconsignment  of  lumber  and   other  forest  products 

at  Dupo,  III. 
July  20— Oshkosh.  WIs. — Examiner  Hunter: 

13827 — Northern  Hemlock  and  Hardwood  Manufacturers'  Assn.  vs. 
Ann  Arbor  R.  R.  et  al.  Portions  of  Fourth  Section  App.  1864,  W. 
H.  Hosmer:  17S3.  Hosmer:  2892,  C.  M.  &  St.  P.  Ry.;  4652,  M.  St. 
P.  &  S.  8.  M.  Ry. 

July  20— San  Francisco,  Cal. — Examiner  Kephart: 
10016 — R.  Mohr  &  Sons'  New  England  S.  S.  Co.,  Director-General  et 

nl. 

12946— Charles  Harley  Co.  vs.  Director-General. 
12552 — The    National    Petroleum    Assn.    «t  .al.    vs.    Director   General, 

Pa.  R.  R.  ut  nl. 
July  20 — Phoenix.   Ariz.— Examiner  Hocmer: 

13765 — Saglnaw  &  Manlntce  Lumber  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
13774— Traffic   Bureau  of  the  Phoenix   Chamber  of  Commerce  et  al. 
vs.  A.  T.  A  S.   F.  et  al.     Such  fourth  section  departures  as  may 
exist. 

July  21 — San  Francisco.  Calif. — Examiner  Kephart: 

I3762— Standard  Oil  Co.  vs.  Ariz.  Eastern  et  al. 

13587— .Standard  Oil  Co.  vs.  A.  T.  &  S.  F.  et  al. 
July  21 — Kansas  City.  Mo.— Examiner  Jewell: 

13055— McGrew  Coal  Co.  vs.  Director  General  and  Mo.  Pac. 
July  21— Birmingham,  Ala.— Examiner  McQuillan: 

13728— .1.  R.  Thames  vs.  Ala.  &  N.  W.  R.  R.  et  al. 

13649— J.  R.  Thames  vs.  Alabama  &  N.  W.  R.  R.  et  al. 
July  21— New  York.  N.  Y.— Examiner  Smith: 

I3722 — West  Virginia  Pulp  and  Paper  Co.  vs.  Director  General. 
July  22 — Norfolk,  Va.— Examiner  Mackley: 

I.  and  S.  1571 — Cancellation  of  commodity  rates  on  strawberries  from 

Virginia  points  to  eastern  destinations. 
July   22 — San   Francisco.    Cal. — Examiner   Kephart: 

13769— Globe  Grain  &  Milling  Co.  vs.  Director-General.     Such  fourth 

section  departures  as  may  exist. 
July  24 — Chicago.  111.— Examiner  Howell: 

£T:rT,£e  Chicago  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 

12614— The  Chicago  Live  Stock  Exchange  vs.  Director  General  A  T 
&  S.  F.  et  al. 


July  24 — San  Francisco,  Cal. — Examiner  Kephart: 

13556 — C.  E.  Grosjean,  doing  business  as  C.  E.  Grosjean  Milling  Co. 

vs.   Director-General. 
13601— Pacific  Mill,   Ltd.,  vs.  Director  General,   Southern   Pacific  Co. 

et  al. 
July  24 — Kansas  City.  Mo. — Examiner  Jewell: 

13564 — Western  Petroleum  Refiners'  Assn.  vs.  St.  L.-S.  F.  et  al. 
13563— Western  Petroleum  Refiners'  Assn.  vs.  C.  R.  I.  &  P.  et  al. 
13568 — Western  Petroleum  Refiners'  Assn.  vs.  Mo.  Pac.  et  al. 
July  24 — New  York,  N.  Y.— Examiner  J.  E.  Smith: 
13673— Binney  &  Smith  Co.  vs.  Ft.  Smith  &  Western  et  al. 
13723— United  Paperboard  Co.,  Inc.,  vs.  Morristown  &  Erie  et  al. 
July  24 — Knoxville.  Tenn. — Examiner  McQuillan: 

13693 — B.  J.  Thorp  vs.  Director  General. 
July  24 — Douglas,  Ariz. — Examiner  Hosmer: 

12364 — Southern   Arizona   Traffic   Assn.    et   al.    vs.    Director-General, 

Ariz.   Eastern  et  al. 
12391 — Southern    Arizona   Traffic   Assn.    et   al.    vs.    Director-General, 

Ariz.   Eastern  et  al. 
July  25 — Kansas  City,  Mo. — Examiner  McChord: 

I.  and  S.  1577 — Minimum  weight  on  liquid  asphalt  and  asphaltum  in 

tank  cars. 
July  25 — Escanaba,  Mich. — Examiner  Hunter: 

9971— National  Pole  Co.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
July  25 — Dallas.  Tex. — Examiner  Oliver: 
13702 — Boren-Stewart  Co.  vs.  Baltimore  &  Ohio  et  al. 
13703— L.  M.  Cohen  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
uly  25— New  York,  N.  Y.— Examiner  J.  E.  Smith: 
13613— Elem  Coal  Co.  vs.  Lehigh  Valley  et  al. 

13699 — The  New  Jersey  Zinc  Co.  et  al.  vs.  Boston  &  Albany  et  al. 
July  25 — San   Francisco,   Cal. — Examiner  Kephart: 
13622 — Illinois   Pacific   Glass   Co.    et   al.    vs.    Director-General. 
13658 — C.   D.   Westrope  and  J.   H.   Rowland   (co-partners)   et  al.    vs. 

Director-General. 

July  26 — San  Francisco,   Cal. — Examiner  Kephart: 
13667 — Philadelphia  Quartz  Co.   of  Cal.   vs.   Director-General. 
13768 — R.  R.  Agnew  et  al.,  doing  ousmess  as  Garrette  &  Agnew,  vs. 

Sou.  Pac.  et  al. 
July  27 — Cleveland,  O. — Examiner  Hunter: 

13665— The  Ohio  Quarries  Co.  et  al.  vs.  N.  Y.  C.  R.  R.  et  al. 

13665   (Sub.   No.  1)— The  Lorain  &  Southern  R.   R.  Co.  vs.  N.   Y.  C. 

R.  R. 
July  27 — Tulsa,  Okla. — Examiner  Oliver: 

11842 — General  Iron  Works  vs.  Director  General,  the  C.  C.  C.  &  St. 

L.  Ry.  et  al. 

12367— Oklahoma  Clay  Products  Assn.  vs.  A.  T.  &  S.  F.  Ry.  et  al. 
July   27 — Bristol.   Tenn.-Va. — Examwier  McQuillan: 
I.  and  S.  Dkt.  1564 — Commodity  rates  from  northern  points  to  Bristol, 

Tenn.-Va.,  and  related  points. 
July  27 — El   Paso,   Tex. — Examiner  Hosmer: 

13754 — El   Paso  Bitulithic  Co.  vs.   El   Paso  &  S.   W.   et  al. 
13700 — El  Paso  Rfg.  Co.  vs.  Director-General,  Ariz.  Eastern  et  al. 
July  28 — Sioux  Falls,  S.  D. — Examiner  Jewell: 

13000 — Board  of  Railroad  Commissioners  of  the  State  of  South  Dakota 

vs.  C.  &  N.  W.  et  al. 
July  28 — Tulsa,  Okla. — Examiner  Oliver: 

13712— Barnsdall  Refining  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

13617 — Empire  Refineries.  Inc.,  et  al.  vs.  Director  General,  the  A.  T. 

&  S.  F.  et  al. 
July  28 — Pittsburgh.   Pa. — Examiner  Hunter: 

13690— The  United  States  Coal  and  Coke  Co.,  Inc.,  vs.  Director  Gen- 
eral, the  Pennsylvania  R.  R.,  et  al. 
July  29 — Santa  Fe,  N.  M. — Examiner  Hosmer: 

*  13755— New  Mexico  Central  Ry.  Co.  vs.  A.  T.  &  S.  F. 
July  29 — Lynchburg^  Va. — Examiner  McQuillan: 

I.   and   S.    1580^— Farm   wagons   from   the   Carolinas   and   Virginia   to 

Louisiana  points. 
July  29 — Waterbury,  Conn. — Examiner  J.  E.  Smith: 

13666 — The   Chase  Companies,   Inc.,   vs.   Director  General   and   N.   Y. 

N.  H.  &  H. 
July  29 — Pittsburgh,  Pa. — Examiner  Hunter: 

I.   and   S.   1570 — Cotton   bale  covering,   ties  and   buckles,   from  Texas 

ports  to  Memphis,  Tenn. 
July  29 — San  Francico — Examiner  Kephart: 

13786 — Hammond  Lumber  Company  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
I.  and  S.  1545 — Lumber  from  San  Francisco  Bay  points  when  from 

beyond.     Such  fourth  section  departures  as  may  exist. 
July  31 — Moline,  III. — Examiner  Jewell: 

13360 — Moline  Oil  Co.  vs.  Director  General. 
13360  (Sub.  No.  1)— Moline  Oil  Co.  vs.  A.  T.  &  S.  F.  et  al. 
July  31 — Boston,  Mass. — Examiner  J.  E.  Smith: 

13674 — Consolidated  Rendering  Co.  vs.  Boston  &  Maine  et  al. 
13694 — Stetson  Cutler  &  Co.  vs.  N.  Y.  N.  .H.  &  H. 
July  31 — Arkansas  City.  Kan. — Examiner  Oliver: 

13623— The  Arkansas  City  Sand  Co.  et  al.  vs.  St.  L.-S.  F.  Ry. 
September  12 — Louisville,  Ky. — Examiner  Jewell: 
9966 — Hudson  Mule  Co.  et  al.  vs.  L.  &  N.,   Director  General  et  al. 
9967 — Hudson  Mule  Co.  et  al.  vs.  L.  &  N.,  Director  General,  et  al. 
10090— Hudson  Mule  Co.  et  al.  vs.  N.  C.  &  St.  L.,  Director  General. 

et  al. 
10469 — Hudson  Mule  Co.   et  ul.   vs.   Director  General,  A.  T.   &  S.  F. 

et  al. 
Portions  of  fourth  section  applications  458  and  1952  as  described  in 

fourth  section  order  8035. 
I.  and  S.  1563  and  first  supplemental  order — Live  stock  to.  from  and 

between  points  in  the  southeast. 
13852— Swift  &  Co.  vs.  Ga.  Nor.  et  al. 
13615 — Southeastern  Live  Stock  Assn.  vs.  L.  &  N.  ct  al.    Such  fourth 

section  departures  as  may  exist. 
11552 — East  Tennessee   Packing  Co.   vs.   Director   General,   Sou.    Ry. 

et  al. 

*  12064 — Birmingham  Packing  Co.  vs.  I.  C.  et  al. 
September  12 — Boston.  Mass. — Chief  Examiner  Quirk: 

13548    and    Sub.    No.    1— Maritime    Assn.    of    the    Boston    Chamber   of 

Commerce  vs.  Ann  Arbor  et  al. 

13548  (Sub.   No,  2) — Maritime  Assn.  of  the  Boston  Chamber  of  Com- 
merce et  al.  vs.  A.  G.  S.  •-•'•  nl. 
September  14 — Argument  at  Washington,  D.  C.: 
12881 — Jesse  E.   Isgregg  and   Clifford  Connerly  vs.   Director  General, 

C.  &  E.  I. 
13192 — Lucas  E.  Moore  Stave  Co.,  Inc.,  vs.  Director  General,  A.  T.  & 

S'.  F.  et  al. 

12908— Terre  Haute,   Indianapolis  &   Eastern   Traction  Co.   et  al.  vf. 
Director  General. 
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,  ALABAMA 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola    and    Gulfport   to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,    United  States  Shipping   Board  A-l   Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


ST.  LOUIS  OFFICE:  1217  PUrc.  Buildlnt  BIRMINGHAM  OFFICE:  424-425  Chamber  of  Comm.rc*  Bulldlnf 

IRVING  H.  HELLER.  M.n.,.,  CEO.  C.  McLAUGHLIN,  M.n.,.r 

KANSAS  CITY  OFFICE:  1039  New  York  Life  Building 

A.  J.   FORD.    M.n.g.r 

NEW  YORK  REPRESENTATIVES:  W.  E.  HEDGER-JENKS  CO.,  Inc. 

25  B««ver  Strwt 

CHICAGO  REPRESENTATIVE:   M.  EDW.  KIENAPPEL 
112  W«.t  Adam*  StrMt 
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12707—  i'hapln-Sack*  Corp.  vs.  A.  C.   I- 


.o 

Toledo.  St.  l^ouis  &  Western  R.  II.  Co. 
September  18—  Argument  at  Washington,  p.  C.: 
1J377  —  pnvld  L.upton'i  Son*  Co.  vs.  P.  H.  H. 
12M7-Mr*    }•:.   K    H,  rk.  I,  v  .I,,,,.-!,  vs.    U.im  «•>"«>  «*•>•-,  _, 
12M6—  John  \V    Ksli.-liii.-m  .v  Sons  .-t  al.  vs.  Ark.  Cent,  e  t  a  1. 
13006—  Ki.-i  c,,  iMstnlnitois  vs.  N.  V  P.  &  N.  et  81. 

13019—  II  ''•  "•   '<•  . 

11010—  -V  •*•  vs.  B.  &  O.  ft  al 

erica*  Splint  Corp.  vs.  Director  General. 


September  25— Washin^I'Mi.  B.  C.— Examiner  Marchand: 

«  valuation    Docket    18— In    re    tentative    valuation    of    tin-    |.rc.|»'ity    ,,| 

«Valuatlon"boc>k'et  36—  Flint  River  &  Northeastern  R.  R.  Co. 
Sept.  25— Argument  at  Washington,  D.  C.: 

13105 — Armour  &  Co.  vs.  Director  General. 

12986— Wisconsin   Traffic  Assn.   vs.   Algoma   Central   &   Hudson   Bay 

128u7^California  and  Hawaiian  Sugar  Refining  Corp.  et  al.  vs.  A.  T. 

&  S.  F.  et  al. 
September  26— Argument  at  Washington,  D.  C.: 

12026 — Board   of  Railroad  Commissioners  of  the  State  of  South  Da- 
kota vs.  Ahnapee  &  Western  et  al. 

13117— -Little   Fork  Coal  Co.   vs.   Eastern   Ky.   Ry..   Director  General 

11203^-Standard  Paint  Co.  et  al.  vs.  Director  General.  A.  &  V.  et  al. 


September  19  —  .\rniiiif  .shlngton.  D.  C.:  n*    -a    r    a    T? 

13167-Nortliwestern  Tram.-  an,l  Service  Murenu  vs.  C.  T.  H.  &  S.  E. 

13184^.Northwestern  Traffic  and  Service  Bureau.   Inc.,   vs.   Mo.   Pac. 

1Z867—  Detroit  Coal  ExchimRp  vs.  Director  General. 
September  20  —  Argument  at  Washington.  D.  C.: 
131M—  Northwestern  Marble  and  Tile  Co.  vs.  Director  General,  N.  T. 

X.  H.  *  H.  et  al. 
Portion*   of   fourth    section    application    1481    of   N     Y.    N.    H.    &    H. 

(KoiiKh    nmrbl.-.    C.    1-..    from    Aslil.-y    1-alls,    Kast   Cannaan.    C^nn.. 
Sli.-lll.-l,l  and  \\Vst  Stri.-kl.ridir.-.   Mass..  to  Minneapolis.  Minn.) 
1310»—  Crookston  <;»s  <v>.  .-t  al.  vs.  C.  x. 

13106  (Sub    No.  1)  —  Ciciokstcm  Has  <  '<>.  >•!   al.  vs.  Director  General. 
12490—  Tin-    National    Petroleum    Assn.    et    al.    vs.    Director    General. 

l':l.     H.     U.    el     al. 

September  21—  AIKUII'..  it   at   Washington.  D.  C.: 

12479—  Aim-rii  an    Shipbuilding  Co.  <-t  al.   vs.    Director  General.   B.   & 

12479  (Sub.  No.  1)  —  Krank  A.  Scott  anil  .1.  O.  Eaton,  as  receivers  for 

the   Stan.lj.nl    Tails  Co.    v>.    Pii.elor  (J.-neral.   B.   &  O.   et  al. 
13122  —  Fin-mom'  Tire  and  Kuhher  Co.   vs.    Pa.   K.    II. 
12699  —  Ami'iietin    Farm    Unreaii    Federation    et    al.    vs.    Aberdeen    & 

Ilockflsll    et    al. 

September  22—  Argument   at    Washington.   I  >.   C.: 

13225—  Todd    l>r>    1  lock  and  Construction   Corp..   successor   to  Seattle 
Coii.-trm-tlon  and  Dry  Dock  Co..  vs.  C.  M.  &  St.  P.  et  al. 

13194  —  Comiuini  de  Real  del   Monte  y    piu-huea   vs.'  Director  General. 

12802  —  A.    H.   Haslai  h.i    and  F.  (!.   E.    I.ange,  doing  business  as  Cali- 
fornia Grain  Co..  vs.    Director  General. 

12896  —  East  Bay  Water  Co.  vs.  Director  General. 

12966—  East  Bay  Water  Co.  et  al.  vs.  Director  General. 
September  23  —  Argument  at  Washington,  D.  C.: 

13023  —  American    Woolen    Co.    vs.    Director    General    and    Boston    & 

Ma  ine. 

13318  —  lioston  Wool  Trade  Assn.  vs.  Director  General. 
12350—  Minute    Tapiora    Co.    vs.    Director    General.    Boston    &    Maine 
et  al. 


CHANGES    IN    DOCKET 

Hearing  in  No.  12825,  The  Republic  of  France  vs.  W.  &  L.  K. 
et  al.  assigned  for  June  24  at  Washington,  D.  C.,  was  cancelled. 

Argument  in  13145,  Greene  Cananea  Copper  Co.  vs.  Director- 
General,  A.  T.  &  S.  F.,  et  al.,  assigned  for  June  22  at  Washing- 
ton, D.  C.,  was  cancelled. 

REVISION    OF   POSTAL   RATES 

The  question  of  revising  parcel  post  rates  and  postal  rates 
on  second  class  matter  was  discussed  by  President  Harding  and 
his  cabinet  June  20,  it  was  said  at  the  White  House  following 
the  meeting.  The  Postmaster-General  recently  informed  the 
Commission  that  the  Post  Office  Department  had  begun  an  in- 
vestigation looking  to  the  revision  upward  of  the  parcel  post 
rates. 


RAILWAY   EXPRESS  CONTRACT 

The  Association  of  Railway  Executives  will  meet  at  Chicago 
June  29  at  the  Hotel  Blackstone  to  consider  the  express  con- 
tract between  the  railroads  and  the  American  Railway  Express 
Company.  It  is  understood  that  the  principal  question  to  be 
discussed  is  the  matter  of  terms  in  the  contract. 


THE   DAILY  TRAFFIC   WORLD  is  delivered   by 
messenger  to  Chicago  Loop  subscribers  and  forwarded 

under  first  class  postage  to  all  the  others,  thus  insuring 
prompt  and  regular  receipt. 


INTERSTATE  COMMERCE  COMMISSION 

Southeastern  Class  Rate  Investigation 

Investigation  instituted  by  the  Commission  of  class  rates  applicable  in  interstate  commerce  within  southern  ter- 
ritory; between  that  territory  and  Ohio  River  crossings  and  points  in  Illinois,  Buffalo-Pittsburgh  and  central  territories, 
and  between  that  territory  and  Virginia  cities,  and  points  in  Trunk  Line  and  New  England  territories.  The  Commissioi 
in  fixing  interstate  rates  will  consult  with  the  state  commissions  with  a  view  to  bringing  about  greater  harmony  betweei 
intrastate  and  interstate  rates.  Numerous  fourth  section  departures  are  also  involved. 

First  hearing  Atlanta  on  May  22nd;  subsequent  hearings  are  to  be  held  at  Asheville,  New  Orleans,  Chicago  and 
New  York.  For  copies  of  Official  Stenographer's  Minutes  address  the  undersigned. 


THE   STATE   LAW   REPORTING   COMPANY 
OFFICIAL  REPORTERS:    Interstate  Commerce  Commission. 

United  States  Shipping   Board. 

Subscriptions  now  being  accepted  for  the  printed  official  reports  of  the  1921  and  1922  Convention  Proceedings  of  the 
National    Association   of    Railway   and    Utilities   Commissioners   at   $4.00   per  copy.  
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